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Abandonment  of  railroad  lines;   pp.   10,   48,  52, 

Commission  appropriation;  p.  1214. 

64    92    142,  161,  178,  198,  244,  266   (Green  Bay 

DECISIONS  OF  1.  C.  C.  IN  THE 

Commission;   annual  report  of;   pp.   1185,   1226, 

&  Western),   305,   312,   382.   400,   407,   484,   486, 
506    513,   516,   535,   566,   596,   682,   724,   734,  771, 

TRAFFIC  WORLD. 

1242. 
Compensation  and  claims  of  roads  under  fed- 

900'   908,    928,    946.    950,    958,    1010,    1040,    1068, 

July  to   December,   1908. 

eral   control;    pp.   26,   27,    28,    64.   77,    104,    180, 

1078     1111,    1120,    1122,    1170,    1272.    1278,    1294, 

Vof.     2.          14  I.  C.  C.    61 

244.   282,   320,   336,   352,   430,   468,   496,  512,   538. 

1338,  1382. 

to 

594,  653,   668,   700.   714,   734,   756,  810,   887,   946. 

Accident   reports;   p.   1340.  » 
Accounting  circulars,  etc.;  pp.  724.  976 
Agricultural  inquiry;  pp.  275,  318,  469,  614,  651, 

14  I.  C.  C.  619 
January    to    June,    1909. 
Vol.  2  and  3.  14  I.  C.  C.  631 

997,    1037,    1170,    1220,    1257,    1260,    1319,    1320. 
1356.     See  also  funding  of  railroad  debts. 
Consolidations,   leases,   and  purchases  of  rail- 

1138, 1316. 

to 

roads;   pp.    8,    10,    38,    46.    48,    86,    92,    105,   132, 

Agricultural  products;   rates  on,   etc.;  pp.   176, 
209     234,    823,    932,    1045    (10   per  cent  plan   of 

16  I.  C.  C.  422 
July   to    December,    1909. 

142,   152,  349,   366,   382,   476,   478,   511,   512,   516, 
580,    628,    645    (report    of    the    Commission). 

carriers),    1097,    1147,    1203,    1247,    1251,    1252, 

Vof.     4.           16  I.  C.  C.  424 

670.    682,    720,    784,    852,    922,    958,    992,    1002, 

1273,  1315,  1316,  1360,  1361   (Lafollette  discus- 

to 

1124,    1224,    1260,    1274,    1304,    1308,    1321,    1342, 

sion  of  railroad  deal). 

17  I.  C.  C.  388 

1372,  1382.     See  also  finance  docket. 

Alaskan  railroad;  pp.   978,  1078,  1270 
Alaska  steamship  service;  pp.  76,  77,  1010. 
Alber,   Carl;   colors   for  waybills;   p.   1109. 
Alfalfa;   rates  on;   p.   10. 
Alfred,  F.  H.;  address  to  Grand  Rapids  Traffic 
Club'  p    1164 

January    to    June,    1910. 
Vol.     6.       17  I.  C.  C.  251 
to 
19  I.  C.  C.  102 
July   to   December,   1910. 
Vof.     6.       19  I.  C.  C.     26 

Construction;     applications,     permissions,     de- 
nials, etc.;   pp.  8,  10,  74,   90,   92.  126,  132,   196, 
244.   275,   290,   305,    436,   470,   486,  574,   642,   664. 
858,    928.    946,    948,    980,    993,    1039,    1112,    1113, 
1282,  1342. 
Container  specifications;  p.  372. 

Allender,    S.    W.  ;    Mississippi    Barge    Line;    p. 

1  07  fi 

to 
20  I.  C.  C.     21 

Cooper,  E.  A.;  good  railroad  service;  p.  1321. 
Cooperation,    state   and    federal;    pp.    400,    755. 

American   Farm    Bureau   Federation;    pp.    702, 
882 

January    to    June,    1911. 
Vol.     7.       20  I.  C.  C.       1 

833. 
Cotterill,  C.   E.  ;  delay  bv  R.  R.  A.;  p.  835 

American  Association   of  Freight  Traffic   Offi- 
cers; pp.  524,  555,  600. 
Anderson,  W.  A.;  high  rates  hurting  business; 
TJ    324 

to 
21  I.  C.  C.  181 
July   to   December,   1911. 
Vol.     8.       21  I.  C.  C.  183 

Cotton;   rates  on,  etc.;  pp.  601,   608,  655. 
Cox,   Commissioner;   appointment  of,  etc.;   pp. 
221,  275,  463. 
Creosoting     in     transit;     decision     of     federal 

Anthoni,  J.  C.;  a  defense  of  Ford;  p.  553. 

to 
22  I.  C.  C.  138 

court  in  10582,   American  Creosoting  Co.  vs. 
C.  R.  R.   of  N.  J.   et  al.;  p.  77. 

Barlow,   H.  C.;  death  of;  p.   1212. 
Bill   of  lading;   report  of  N.  I.   T.   L.   commit- 

January   to    June,     1912. 
Vol.     9.       22  I.  C.  C.     14 

Cummins    investigation    of   railroad    situation; 
pp.    23,    64,    234,    344,    476,    604,    702,    761,    808, 

tee;   p.    988. 

to 

930,    1090,    1144,    1207,    1306. 

Bill  of  lading;  decision  of  commission  in  4844; 
p.   1187;   analysis  by  Heinemann;  p.   1262. 
Bill    of    lading;    Pomerene    law;    pp.    290,    346, 

24  I.  C.  C.   192 
July  to   December,   1912. 
Vol.  10.       24  I.  C.  C.  179 

Cummins,    Senator;    views    on    railroad    prob- 
lems; p.   648. 
Cunard  questionnaire;  p.   549. 

768,    950. 
Bill  of  lading;   export;   pp.  346,   988,   1153,   1187 
(decision   of  commission),   1262   (analysis  by 

to 
25  I.  C.  C.  349 
and 

Curtis,  B.  F.  ;  time  to  reduce  rates:  p.  467. 
Gushing.   G.   H.  ;  advocates  less  railroad  regu- 
lation; p.  881. 

Heinemann), 
Binkholder.    J.    D.  ;    misquotation   of   rates;    p. 

20  I.  C.  C.  486 
January    to    June,    1913. 

Dangerous  articles;  transportation  of;  pp.  1261. 
1338. 

1320. 
Bodie    L.  J.;  Henry  Ford  and  his  railroad;  p. 

Vol.  11.       25  I.  C.  C.  337 
to 

770. 
Boucher,    N.    L.  ;    misquotation    of    rates;    p. 

27  I.  C.  C.  343 
July   to   December,   1913. 

DECISIONS    OF    INTERSTATE    COMMERCE 
COMMISSION 

1109. 

Vol.  12.       27   I.  C.  C.   302 

Brandeis,   A.,    &    Son;    misquotation   of   rates; 

to 

(Decisions   under  the   above  caption   are   In- 

p. 1216. 
British   railways;  p.   430. 

28  I.  C.  C.  649 
January    to    June,    1914. 

dexed   by  title  where   there   is   a   complainant. 
Where  there  is  none  they  are  Indexed  by  the 

Brock,   George  E.  ;   testimony  before  Cummins 

Vol.  13.       28  I.  C.  C.   563 

commodity   or   subject   affected.) 

committee;  p.   24. 

to 

Browder,  G.  R.  ;   flberboard  box  specifications; 

30  I.  C.  C.  628 

/Etna  Explosives  Co.,  Inc.  (George  C    Holt  et 

p.  372. 

July   to    December,    1914. 

al.,    receivers),    vs.    B.    &    O.    et   al.;    case 

Building   material;   rates   on,   etc.;    pp.   74,   84, 

Vof.   14.     30   I.   C.   C.   531 

11913;    electric   blasting   caps    (63   I.    C.    C., 

356,  454. 

to 

213-214).     Sept.  3,  pp.  452,  448. 

Burch,  J.  R.  ;  misquotation  of  rates;  p.  1274. 

32  I.  C.  C.  291 

Acme  Cement  Plaster  Co.   vs.  A.  T.   &  S.    F. 

Business  policy  of  carriers;  pp.  42,  235. 

January    to    June,    1915. 

et    al.;    case    10950;    also    10951,    Same    vs. 

Campbell,    Johnston    B.  ;    interstate    commerce 
commissioner;  p.   39. 
Campbell,  N.  C.;  rate  increases  on  hay;  p.  94. 
Canadian  marking  regulations:  p.  1324. 
Canadian  rate  reduction;   p.  1378. 
Canadian  rail  and  express  companies,  etc.;  p. 
273. 

Vol.   15.       32  I.   C.  C.  283 
to 
34  I.  C.  C.  277 
July  to   December,   1915. 
Vol.  16.       34  I.  C.   C.  278 
to 
37  I.  C.  C.  113 

Quanah,  Acme  &  Pacific  Railway  Company 
et  al.;  10951  (Sub.  No.  1),  Same  vs.  Quanah, 
Acme  &   Pacific   Railway  Comapny   et  al.; 
10951     (Sub.     No.    2),     Same    vs.     Quanah, 
Acme   &   Pacific  Railway   Company  et  al.; 
and  10952,  Same  vs.   Quanah,  Acme  &  Pa- 
cific Railway  Company  et  al.  ;  cement  plas- 

Oanfield,  A.   J.  ;   why   a   merchant   marine?   p. 
553 

January    to    June,    1916. 
Vol.   17.       37  I.  C.  C.     73 

ter  (62  I.  C.  C.,  119-122).     July  2,  p.  12. 
Albers    Bros.    Milling    Co.    vs.    Director-Gen- 

Cape Cod  canal;  p.  1269. 

to 

eral;   case  11768;   refuse  cane  molasses   (63 

Capper    bill;    see     "state    rates"     and    "rate- 
making  section  of  the  law." 
Car  service  division;   orders  of.   etc.;   pp.   184, 
322,    366.    449,    476,    510,   726. 

40  I.  C.  C.     52 
July   to    December,    1916. 
Vof.  18.        39  I.  C.  C.  676 
to 

I.   C.   C.,  384-386).     Sept.   17,   p.  541. 
Allegheny   &    South   Side    Ry.    Co.    vs.    P.    & 
L.  E.  et  al.  ;  case  10755;  road  not  a  common 
carrier     (62    I.    C.    C.,    248-262).      July    16, 

Car  supply,  distribution,   etc.;  pp.  82,  178,   288, 
365     603     656     841     854     939     952     1034     Ill2, 

42  I.  C.  C.  S74 
January    to    June,    1917. 

p.    107. 
Alpirn,    A.    B..    vs.    C.    B.    &    Q.;    case    11394; 

1218,  1338. 

Vol.   19.       42  I.  C.  C.  127 

scrap   iron    (62  I.   C.   C.,   486-488).     July  30. 

Car  surplus  and  shortage;  pp.  44,  82,  128,  178, 
222,   288,   304,   365,   412,   474    538,   603,   656,   722, 

to 
45  I..C.  C.  212 

p.  213. 
Aluminum    Ore    Co.     vs.     Director    General: 

788,    852,    889.    952,    984,    1040,    1120,   1136.   1218, 

July   to    December,    1917. 

case  11805;  fluorspar   (62  I.  C.  C.,  498-499). 

1338,  1354. 

Vof.  20.       45  I.  C.   C.     66 

July  30,   p.   214. 

Carter,   William;   why  a  merchant  marine?  p. 
666. 

to 
47  I.  C.  C.  482 

Amendt  Milling  Co.  vs.  N.  T.  C.  et  al.  ;  case 
11586;  grain  and  products  (63  I.  C.  C.,  230- 

Cement;  rates  on.  etc.;  pp.   106,  602,   786,  1196. 
Chamber  of  Commerce  of  the  U.   S.  ;   pp.   184, 

January    to    June,    1918. 
Vol.  31.        47  I.  C.  C.  380 

233).     Sept.  3,  p.  452. 
American  Hominy  Co.;  second  industrial  rail- 

273.   823,    1205. 

to 

ways  case;  No.  4181  and  I.  and  S.  414   (63 

Chase,    W.    M.  ;    reductions    in    freight    rates; 
p.   44. 

60  I.  C.  C.  396 
July   to    December,    1918. 

I.  C.  C.,  319-322).     Sept.   17,  p.   541.    ' 
American    Smelting   and    Refining   Co.    et   al. 

Chicago  shippers'  conference;  p.  937. 

Vol.  22.        50  I.  C.  C.  309 

vs.    B.    &   O.    et   al.  ;    case   11304;    coke    (62 

Claims;    report   of   N.    I.   T.    L.    committee;   p. 

to 

I.   C.   C.,  583-590).     July  30,   p.   212. 

990. 

51  I.  C.  C!.  504 

American  Steel  Export  Co.  vs.  Director  Gen- 

Claims arising  under  federal  control;  payment 

January    to     June,     1919 

eral,     Indiana    Harbor    Belt    et    al.;    case 

of,   legislation,   etc.;   pp.   92,   94,   142,   152,   176, 

Vol.  23.        61  I.  C.  C.  461 

11061:    steel    products    (63    I.    C.    C.,    86-88). 

230  (position  of  Director  General  concerning 

to 

Aug.  20,  p.  349. 

orders  of  reparation),   234,   306,   364,   394,   557 

53  I.  C.  C.  384 

Anaconda  Copper  Mining  Co.  vs.  B.  R.  &  P. 

(opinion    of    Luther    Walter    on    reparation 

July  to    December,   1919. 

et  al.;  case  11754;  copp«r  bars  (64  I.  C.  C., 

claims),  618,  660,  700,   771,  835.   992,  995,  1033, 

Vol.  24.          53  I.  C.  C.  377 

136-142),    Nov.  5,  p.  923. 

1090,   1144,   1329.     See  also  reparation. 

to 

Anthracite  coal  to  stations  in  New  Tork;  I. 

Claims,    loss   and    damage;    articles    by   O.    H. 

55  I.  C.  C.  682 

and   S.   1347:    includes   I.   and   S.    1360,   an- 

Dietrich;  pp.   78,    170,   278,   359,   464,    559,    661, 

January    to    June,    1920. 

thracite  coal  to  stations  in  New  York   (63 

769. 

Vol.  25.           55  I.  C.  C.  433 

I.  C.  C.,  193-196).     Aug.   27,  p.  395. 

Claims;  prevention  of,  etc.;  pp.  628,  900,  991. 

to 

Appalachian  Marble  Co.,   Inc.,   vs.   Southern; 

Clark,  Commissioner;  resignation,  etc.;  pp.  221, 

57  I.  C.  C.  863 

case  11531;   marble  spalls   (64  I.  C.  C.    67- 

359,    394,    463,    555,    1102    (appearance   before 

July  to   December,  1920. 

68).     Oct.  29.  p.  877. 

S'enate  committee). 

Vol.  26.           55  I.  C.  C.  431 

Arizona    Corporation   Commission    et   al.    vs. 

Classification,  consolidated;  pp.  20,  632,  987. 

to 

Arizona  Eastern  et  al.  ;  case  11541;  passen- 

Clayton  act;   pp.   186,   950,   1070.     See  also   in- 

59 I.  C.  C.  496 

ger   fares    (64   I.   C.    C.,    253-256).     Nov.   28, 

terlocking  directorates. 

January     to     June,     1921 

p.   1092. 

Cleveland  terminal  case;  pp.  345,  352,  432,  513, 

Vol.  27.         59  L  C.  C.  480 

Armour  &  Co.  vs.  D.  B.  C.  &  W.  et  al.;  case 

537,  1222. 

to 

11795;  salt   (63  I.  C.   C.,   373-374).     Sept.  10. 

Coal  and  coal  cars;  rates,  supply,  distribution. 

62  I.  C.  C.     91 

p.  497. 

price,  etc.;  pp.  14,  17,  18.  19,  71,  82,  112,  152, 

July    to    December,    1921. 

Armour   &   Co.   vs.   Erie   et   al.;    case   11794; 

153,   174,   196,  219,   274,  317,   345,   365,   416,   436, 

Vol.  28          62  I.  C.  C.     92 

soda  ash  and  caustic  soda  (63  I.  C.  C.,  369- 

448,   478,   511,   514.   570,   572.  604,  664,   708,   714, 

to 

370).     Sept.  17,  p.  542. 

724,   745,  778,   810,   814,  848,   890,   938,   939,    954, 

64  I.  C.  C.  687 

Armour  &  Co.  vs.  Oregon  Short  Line  et  al.  ; 

1012,    1070,    1120,    1136.    1153,    1170,    1194,    1195, 

1  2  ^1       1  2fi&     /"Rri  t  icli     onmnotf  tl  f\n"\       197ft       1  Qfl? 

case   11797;    fresh   meat    (64   I.   C.   C.,    173- 

j.6>)o,    j.j;oo    i  [>!  iLisii    cumpeiiiion  )  ,  .  iziu,    loUi* 
1325,  1378,  1380. 

Asphalt,  rates  on,  from  gulf  ports  to  stations 

Cobb,   F.   L.;   labor  as   a  commodity;   p.   1216; 

Commerce   Department   Transportation   Divis- 

on  the   N.    C.   &   St.   L.,   east  of   Nashville 

good  railroad  service,  p.  1372. 

ion;  p.   1202. 

(64  I.  C.  O.,  395-399;  I.  and  S.  1303).   Nov. 

Colston,    W.    A.;    testimony    before    Cummins 

Commerce  reports;  pp.   430.   509.   656. 

28,  p.  1093. 

committee:  p.   24. 
Combination  rates;  rules  for;  pp.   86,  106,   874, 

Commission:     personnel     of,     organization    of, 
etc.;    pp.    221,    275,    555,    642,    698,    1002,    1137, 

Atlanta,    Ga.  ;    interchange    switching    at;    T. 
and  S.  1330   (63  I.  C.  C.,   258-263).     Sept.  3, 

948. 

1212,  1306   (Hall  and  Aitchison  reappointed). 

p.   451. 
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Atluntlc  Kenning  Co.  vs.  N.  Y.  C.  et  al.i  ca»e 
11536;  petroleum  and  anphaltum  (64  I.  C.  C., 
61-63).  Oct.  22.  p.  811. 

Ul:is  I'orll.iM.I  Cement  Co.  vs.  Q.  T.  of  Can- 
ada et  al.;  case  1H13;  cement  (64  I.  C.  C.. 
21-26).  Oct.  8,  p.  700. 

Atlas  rortliuul  Cement  Co.  vs.  Central  Ver- 
mont, Director-General  et  al. ;  also  1110, 
covering  destinations  on  the  Central  Ver- 
mont, and  sub.  numbers  1  to  8,  covering 
destinations  on  the  Boston  &  Albany,  Ban- 
gor  &  Aroostook,  Mnine  Central,  Hutland, 
N.  Y.  N.  H.  &  H..  Boston  &  Maine,  N.  Y.  C. 
and  Central  New  England,  respectively; 
rciiu-nt  (63  I.  C.  C.,  420-430).  Sept.  17, 
p.  5i::. 

Atilt  &  Wlborg  Co.  vs.  K.  O.  &  Q.  et  al.; 
case  11607;  istle  fiber  (62  I.  C.  C.,  133-134). 
July  •>.  p.  13. 

Ault  &  Wlborg  Co.  vs.  P.  C.  C.  &  St.  L. 
et  al.;  case  12109;  barytes  (64  I.  C.  C.,  443). 
Dec.  3,  p.  1139. 

Ault  &  Wlborg  Co.  vs.  C.  M.  &  St.  P.  et  al.; 
case  12013;  paper  (64  I.  C.  C.,  186-188). 
Nov.  5,  p.  924. 

Barrett  &  Zimmerman  vs.  C.  R.  I.  &  P.; 
case  11978;  steel  horse  collars  (62  1.  C.  C., 
629-630).  July  30,  p.  215. 

Beall,  William  Wylie.  vs.  Wheeling  Traction 
Co.;  case  11299;  traction  fares  (63  I.  C.  O., 
220-224).  Aug.  27.  p.  397. 

Beaumont  Chamber  of  Commerce  vs.  G.  C. 
&  S.  F.;  case  11574;  pine  logs  (63  I.  C.  C., 
253-254).  Sept.  3,  p.  451. 

Beaumont  Chamber  of  Commerce  vs.  Di- 
rector-General, Louisiana  Western  Ry.  et 
al. ;  case  11464;  also  11520,  Same  vs.  Same; 
clean  rice  (63  I.  C.  C.,  151-152).  Aug.  27, 
p.  396. 

Bedford  Pulp  and  Paper  Co.  vs.  Director- 
General,  C.  &  O. :  case  11976;  imported 
wood  pulp  (64  I.  C.  C.,  219-220).  Nov.  12, 
p.  980. 

Bell  Lumber  Co.  et  al.  vs.  Director-General, 
Ahnapee  &  Western  et  al. ;  case  11193; 
lumber  (63  I.  C.  C.,  225-229).  Aug.  27,  p. 
395. 

Benton  Coal  Mining  Co.  vs.  C.  B.  &  Q.  et  al. ; 
case  11984;  also  11859,  Franklin  County 
Mining  Co.  vs.  C.  B.  &  Q.  et  al.;  car 
service  (63  I.  C.  C.,  396-400).  Sept.  17,  p. 
542. 

Benwood  &  Wheeling  Connecting  Ry.  vs.  P. 
C.  C.  &  St.  L.  et  al. ;  case  11367;  road  a 
common  carrier  (62  I.  C.  C.,  357-361).  July 
23,  p.  158. 

Berlin  Mills  Ry. ;  second  industrial  railways 
case;  No.  4181  and  I.  and  S.  414  (63  I.  C.  C., 
313-318).  Sept.  17,  p.  541. 

Berries;  estimated  weights  in  pony  refriger- 
ators; I.  and  S.  1344  (64  I.  C.  C.,  610-612). 
December  31,  p.  1356. 

Best-Clymer  Mfg.  Co.  vs.  L.  &  N.;  case 
11612;  strawberries  (63  I.  C.  C.,  207-208). 
Aug.  27,  p.  396., 

Bill  of  lading,  export,  in  re  bills  of  lading; 
case  4844  (64  I.  C.  C.,  347-356).  Dec.  10, 
p.  1187. 

Bill  of  lading,  domestic,  and  live  stock  con- 
tract; in  re  bill  of  lading;  case  4844  (64 
I.  C.  C.,  357-364).  Dec.  10,  p.  1187. 

Birmingham  Packing  Co.  vs.  N.  O.  &  N.  E. 
et  al.;  case  11854;  cattle  and  hogs  (62  I.  C. 
C.,  627-628).  July  30,  p.  215. 

Birmingham  Rail  and  Locomotive  Co.  vs.  A. 
C.  L.  et  al.;  case  11993;  also  Sub.  No  1, 
Same  vs.  Same;  parts  of  fourth  sec.  ap. 
703;  steel  rails  (63  I.  O.  C.,  249-252).  Sept. 
3,  p.  451. 

Boldt,  Charles,  Paper  Mill  Co.  vs.  Director- 
General;  case  12153:  bituminous  coal  (64 
I.  C.  C.,  223-225).  Nov.  12,  p.  980. 

Boldt,  Charles,  Paper  Mills  vs.  Director  Gen- 
eral; case  10512;  silicate  of  soda  (62  I.  C. 
C.,  471-472).  July  30,  p.  213. 

Boston  Wool  Trade  Assn.  vs.  A.  &  S.  et  al. : 
case  11424;  parts  of  fourth  sect.  apps.  345 
and  349:  wool,  mohair,  etc.  (64  I.  C.  C.,  365- 
388).  Dec.  3,  p.  1140. 

Boston  Wool  Trade  Assn.  vs.  A.  T.  &  S.  F. ; 
case  11837;  wool  and  mohair  (62  I.  'C.  C., 
228-230).  July  23,  p.  158. 

Box  shooks  from  Georgia,  North  and  South 
Carolina  and  Virginia  to  eastern  points 
(64  I.  C.  C..  389-394);  I.  and  S.  1358.  Nov. 
12.  p.  979. 

Brick,  commodity  rates  on,  from  Danville  to 
Bronson,  111.;  I.  and  S.  1333  (63  I.  C.  C., 
277-278).  Sept.  10,  p.  497. 

Brick  and  articles  taking  same  rates  from 
Danville.  111.,  to  Chicago  rate  points;  I. 
and  S.  1382  (64  I.  C.  C.,  C24-626).  Deo.  17, 
p.  1243. 

Brooks  Elevator  Co.  vs.  A.  &  W.  et  al. ;  case 
11897;  blackstrap  (62  I.  C.  C.  469-470). 
July  30.  p.  214. 

Burns,  O.  E..  and  Knapp,  F.  R.,  vs.  Big 
Sandy  &  Ky.  River  Ry.  et  al.;  case  10891; 
lumber  (62  I.  C.  C.,  345-348).  July  23,  p. 
158. 

Cairo  Assn.  of  Commerce  vs.  C.  St.  P.  M. 
&  O.  et  al.;  case  11529;  lumber,  etc.  (63 
I.  C.  C.,  351-353).  Sept.  17,  p.  540. 

Cairo  Assn.  of  Commerce  et  al.  vs.  111.  Cent, 
et  al. ;  case  11530;  logs,  bolts,  billets  and 
poles  (62  I.  C.  C.,  701-704).  Aug.  13,  p.  311. 

California  Fruit  Growers'  Exchange  vs.  C.  & 
N.  W.  et  al.;  case  11677;  oranges  (63  I.  C. 
C..  361-362).  Sept.  10,  p.  500. 

Cameron  Coal  Co.  et  al.  vs.  Marion  &  East- 
ern et  al. ;  case  11670;  C.  B.  &  Q.  connec- 


tion  for  Marlon,   III.   (63   I.  C.  C.,   484-438). 

S,  |ii.  24,  p.  5»6. 

Cameron-Hogg  Lumber  Co.  et  al.  v».  Port- 
land Ky.,  Ught  and  Power  Co.  et  al.;  case 

11004;    lumber    and    forest    products    (62    I. 

C.  C.,  218-222).     July  18,  p.  110. 
Cancellation    of    lumber    rates    from    Pacific 

coast  to  Minnesota  via  C.   St.   P.  M.  &  O. 

and  G.  N.;  I.  and  8.   1319  (63  I.  C.  C..  125- 

128).    Aug.  13,  p.  310. 
Cannon     Manufacturing     Co.    vs.     Southern: 

case  11926;  sulphuric  acid  (64  1.  C.  C.,  183- 

185).     Nov.  5,  p.  925. 
Canton   Chamber   of   Commerce   vs.   Pa.    Co. 

et  al.;  case  8899;  coal  (62  I.  C.  C.,  726-728). 

Aug.  13,  p.  307. 
Capital  Ice  and  Storage  Co.  et  al.  vs.  St.  L.- 

S.    F.;    case    11943    (62    I.    C.    C.,    677-679). 

Aug.    13.  p.   311. 
Carey,    Philip,   Manufacturing   Co.   et   al.   vs. 

A.   &   V.   et  al. ;   case   11773;   liquid  asphalt 

(64  I.  C.  C.,  292-296).     Nov.  28,  p.  1093. 
Carnation  Milk  Products  Co.  vs.  A.  T.  &  S. 

F.  et   al.;    case    11712;    heated    car   service 
(63  I.  C.  C.,  60-64).     Aug.  13.  p.  309. 

Cedar  Kaplds  Gas  Co.  vs.  C.  K.  I.  &  P.  et 
al.;  case  10741;  coal  (62  I.  C.  C.,  636-642). 
Aug.  6,  p.  268. 

Cement  to  Washington.  Baltimore  and  An- 
napolis Electric  R.  R.  stations;  I.  and  S. 
1337  (63  I.  C.  C.,  264-266).  Sept.  10,  p.  497. 

Central  Pennsylvania  Lumber  Co.  vs.  P. 
R.  R.;  case  11355;  lumber  (62  I.  C.  C.,  99- 
100).  July  2,  p.  12. 

Certain-teed  Products  Corporation  et  al.  vs. 
A.  T.  &  S.  F.  et  al. ;  case  11481;  roofing,  etc. 
(63  I.  C.  C.,  65-73).  Aug.  20,  p.  348. 

Certain-Teed  Products  Corp.  et  al.  vs.  Di- 
rector-General. Alabama  &  Vicksburg  Ry. 
et  al.;  case  11087;  liquid  asphalt  (63  I.  C. 
C.,  93-102).  Aug.  27,  p.  396. 

Charleston,  S.  C..  Mining  and  Manufacturing 
Co.  vs.  Director-General;  case  11662;  coal 
(I.  C.  C.  553-554).  Dec.  17,  p.  1243. 

Chevrolet  Motor  Co.  of  Calif,  vs.  A.  T.  & 
S.  F.  et  al. ;  case  11555,  automobile  floor, 
toe,  and  running  boards  (62  I.  C.  C.,  175- 
178).  July  16,  p.  110. 

Chevrolet  Motor  Co.  of  Calif,  vs.  U.  P.  et  al. ; 
case  11738;  wiring  harness  (62  I.  C.  C., 
693-694).  Aug.  13,  p.  312. 

Chicago  Sand  and  Gravel  Producers  et  al.  vs. 
Director-General,  A.  T.  &  S.  F.  et  al.;  case 
11490;  also  10895.  American  Sand  and 
Gravel  Co.  et  al.  vs.  Director- General,  C.  & 
N.  W.  et  al. ;  sand,  slag  and  crushed  stone 
(64  I.  C.  C..  37-49).  Oct.  15,  p.  747. 

Choate  Oil  Corporation  vs.  C.  R.  I.  &  P. 
et  al.;  case  11159;  also  Sub.  No.  1,  Home 
Petroleum  Co.  vs.  A.  T.  &  S.  F.  et  al. ; 
crude  petroleum  (62  I.  C.  C.,  93-96).  July 
2,  p.  11. 

Citizens'  Coal  Mining  Co.  vs.  Director  Gen- 
eral; case  11781;  soft  coal  (62  I.  C.  C.,  695- 
696).  Aug.  13,  p.  311. 

Citizens  Gas  Co.  vs.  Director-General;  case 
11819:  sand  and  gravel  at  Indianapolis  (64 
I.  C.  C.,  457-460).  Dec.  10.  p.  1191. 

Clam  and  mussel  shells  from  Cloverport  and 
other  Kentucky  points;  I.  and  S.  1327  (62  I. 
C.  C.,  366-367).  July  23,  p.  159. 

Class  and  commodity  rates  between  North- 
ern Pacific  coast  points;  I.  and  S.  1338  (64 
I.  C.  C.,  159-169).  Oct.  29.  p.  877. 

Class  rates  between  El  Paso  and  points  in 
New  Mexico  and  Arizona  west  of  Rincon 
and  Belen,  N.  M. ;  I.  and  S.  1364  (mimeo- 
graphed). Nov.  19,  p.  1035. 

Classification  exceptions  of  cottonseed  cake, 
meal,  molasses  feed,  etc.,  in  Western 
Trunk  Line  Territory;  I.  and  S.  1408  (64 
I.  C.  C.,  613-614).  December  31,  p.  1356. 

Clinchfleld  Coal  Corp.  vs.  C.  C.  &  O.  et  al.; 
case  11996;  coal  (64  I.  C.  C.,  143-144).  Nov. 
5,  p.  924. 

Coad.  James  A.,  vs.  C.  St.  P.  M.  &  O.  et  al.; 
case  11910:  petroleum  products  (64  I.  C.  C., 
178-180).  Nov.  5,  p.  923. 

Coal  from  Detroit,  Toledo  &  Ironton  R.  R. 
mines;  I.  and  S.  1381  (64  I.  C.  C.,  564-567). 
December  24,  p.  1307. 

Cobbs  &  Mitchell.  Inc..  vs.  Director-General, 

G.  R.   &   I.:   case   11216;   logs   (64  I.   C.   C., 
229-232).     Nov.  12.  p.  980. 

Coffee  from  Galveston.  Tex.,  and  other  gulf 
ports:  I.  and  S.  1175  (64  I.  C.  C.,  26-32). 
Oct.  8,  p.  699. 

Columbia  Quarry  Co.  vs.  E.  St.  L.  C.  &  W.; 
case  11489:  crushed  stone  and  ground  lime- 
stone (63  I.  C.  O..  203-204).  Sept.  3,  p.  452. 

Commodity  rates;  rates  to,  from  and  between 
south  of  the  Ohio  River,  including  the 
Mississippi  Valley:  I.  and  S.  1303  (64  I.  C. 
C..  306-346).  Nov.  28,  p.  1091. 

Commodity  rates:  rates  to,  from  and  be- 
tween points  south  of  the  Ohio  River.  In- 
cluding the  Mississippi  Valley;  I.  and  S. 
1303  (64  I.  C.  C..  107-135).  Oct.  15,  p.  747. 

Consolidated  Coal  Co.  of  St.  Louis  vs.  Di- 
rector-General; case  11780:  coal  (64  I.  C.  C., 
536-538).  Dec.  10,  p.  1189. 

Consolidated  Gas.  Electric  Light  and  Power 
Co.  of  Baltimore  vs.  Director-General,  Ca- 
nadian Pacific  et  al.:  case  11479:  bog  Iron 
ore  (63  I.  C.  C..  135-138).  Aug.  27,  p.  397. 

Consolidation  of  the  railroads;  In  re  consoli- 
dation of  railway  properties  of  the  United 
States  Into  a  limited  number  of  systems; 
case  12964  (63  I.  C.  C.,  455-460).  Oct.  1, 
p.  643. 

Consumers  Ice  Co.  et  al.  vs.  Director-Gen- 
eral, Pere  Marquette;  case  11263;  also 


10967,  Consumers  Ice  Co.  v>.  Same,  and 
11873,  Collins  Northern  Ice  Co.  vi.  Di- 
rector-General; Ice  (63  I.  C.  C.,  413-418). 
Sept.  17,  p.  644. 

Cotto-Waxo  Co.  et  al.  v».  Ann  Arbor  et  «!.; 
ca»e  11907:  floor  sweeping  compound  (84 
I.  C.  C.,  299-301).  Dec.  3,  p.  1140. 

Credit  rule  for  export  traffic ;  In  re  Section  3 
of  Interstate  Commerce  Act  as  amended  by 
Section  405  of  Transportation  Act;  ex  parte 
73  (63  I.  C.  C.,  375-380).  Sept.  17,  p.  539. 

D'Arcy  Spring  Co.  vs.  Mich.  Cent.;  caw; 
11646;  pieces  of  Iron  and  steel  (62  I.  C.  C.. 
129-130).  July  2,  p.  13. 

DeJean,  Armand  L.,  v».  Director  General; 
case  11882;  compressed  cotton  (62  L  C.  C.. 
495-496).  July  30,  p.  214. 

Derlng  Mines  Co.  et  al.  vs.  111.  Cent,  et  al.; 
case  10946:  coal  (62  I.  C.  C..  265-268).  July 
23.  p.  159. 

Detroit  Produce  Assn.  vs.  Mich.  Cent.;  case 
11590;  fruit  and  vegetable  reconslgnment 
charge  (82  I.  C.  C.,  283-286).  July  23,  p. 
157. 

Diamond  Alkali  Co.  v*.  F.  P.  &  E.  et  al.; 
case  10236;  divisions  (62  I.  C.  C.,  161-165). 
July  9,  p.  67. 

Dickey,  Walter  S.,  vs.  Director-General;  case 
11593;  per  car  charge  on  clay  (62  I.  C.  U., 
223-225).  July  16,  p.  109. 

Dodge  Bros.,  Inc.,  for  the  benefit  of  N.  V. 
Velondrome.  Ltd.,  and  Levy  Hermanos  vs. 
A.  T.  &  S.  F.  et  al. ;  case  11248;  motor  cars 
(62  I.  C.  C..  689-692).  Aug.  13,  p.  311. 

Doe,  Frank  P..  Lumber  Co.  vs.  S.  P.;  case 
11807;  lumber  (63  I.  C.  C.,  354-356).  Sept. 
10,  p.  500. 

Douglas,  Ariz.,  Chamber  of  Commerce  and 
Mines  vs.  A.  T.  &  S.  F.  et  al.;  case  11442; 
class  and  commodity  (64  I.  C.  C.,  405-415). 
Dec.  3,  p.  1139. 

DuPont,  E.  I.,  de  Nemours  &  Co.;  case  11618; 
also  11618  (Sub.  No.  1),  Same  vs.  Director- 
General;  11618  (Sub.  No.  2),  Same  vs.  Rari- 
tan  River  R.  R.;  11618  (Sub.  No.  3),  Same 
vs.  Director-General;  and  11618  (Sub.  No. 
4),  S'ame  vs.  Erie  et  al:  zinc  lined  wooden 
boxes  (64  I.  C.  C..  170-172).  Nov.  5,  p.  923. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  G.  & 
W.  et  al. ;  case  11622;  also  Sub.  No.  1, 
Same  vs.  Same;  salt  (64  I.  C.  C.,  14-16). 
Oct.  8,  p.  699., 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  Pa. 
R.  R.  et  al. ;  case  11617;  sulphuric  and 
mixed  acids  (63  I.  C.  C.  255-257).  Sept.  3, 
p.  452. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  Pa.  R. 
R.  et  al. ;  case  11918;  also  Sub.  No.  2,  Same 
vs.  Director  General;  sulphuric  and  muri- 
atic acids  (62  I.  C.  C.,  631-632).  July  30, 
p.  215. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  A.  C.  L. 
et  al.;  case  11104;  also  11104  (Sub.  No.  1), 
Same  vs.  Seaboard  Air  Line  Railway  Com- 
pany et  al. ;  and  11104  (Sub.  No.  2),  Same 
vs.  Southern  Railway  Company  et  al.;  and 
11104  (Sub.  No.  S),  Same  vs.  Norfolk  & 
Western  Railway  Company  et  al. ;  lumber 
(62  I.  C.  C.,  151-152).  July  9,  p.  68. 

DuPont,  E.  I.,  de  Nemours  &  Co.  vs.  N.  Y. 
P.  &  N.  et  al. ;  case  10527;  imported  nitrate 
of  soda  (62  I.  C.  C..  109-110).  July  2.  p.  12. 

Duquesne  Coal  and  Coke  Co.  et  al.  vs.  P.  & 
W.  Va.  et  al.:  case  11364;  coal  (62  I.  C.  C., 
759-766).  Aug.  13,  p.  309. 

Early-Foster  Co.  vs.  S.  P.  et  al.;  case  11685; 
sugar  (63  I.  C.  C..  209-210).  Sept.  3.  p.  452. 

E.  Jersey  R.  R.  and  Term.  Co.  vs.  C.  R.  R- 
of  N.  J.  et  al.:  case  6900;  divisions  (63  I. 
C.  C.,  80-85).  Aug.  13,  p.  311. 

E.  Tenn  Packing  Co.  vs.  Southern  et  al. : 
case  11552:  cattle,  sheep  and  hogs  (63  I.  C. 
C..  322-326).  Sept.  17.  p.  540. 

Edwards  &  Bradford  Lumber  Co.  vs.  D.  & 
R.  B.  et  al.:  case  11609:  coal  (64  I.  C.  C.. 
503-506).  Dec.  10,  p.  1190. 

Egg-box  stuff  and  egg-case  fillers  from  Mis- 
souri River  points  to  Kansas:  minimum 
weight  on:  I.  and  S.  1354  (64  I.  C.  C..  51- 
52).  Oct.  15,  p.  747. 

El  Paso  Sash  and  Door  Co.  vs.  A.  T.  &  S.  F. 
et  al. ;  case  11372;  window  glass  (63  I.  C.  C., 
342-344).  Sept.  10,  p.  500. 

Empire  Cotton  Oil  Co.  vs.  A.  F.  &  G.  et  al.; 
case  11870:  peanuts  (64  I.  C.  C.,  71-72). 
Oct.  22.  p.  811. 

Empire  Cotton  Oil  Co.  vs.  A.  C.  C.  L.  et  al.: 
case  11348;  cottonseed  (64  I.  C.  C.,  64-66). 
Oct.  22.  p.  811. 

Empire  Cotton  Oil  Co.  vs.  S.  A.  L.  et  al. ; 
case  11349;  cottonseed  (62  I.  C.  C.,  288-290). 
July  23.  p.  159. 

Empire  Steel  &  Iron  Co.  vs.  C.  R.  R.  of 
N.  J.  et  al. ;  case  10387;  Junction  point  coal 
rates  (62  I.  C.  C.,  157-161).  July  9.  p.  67. 

Equity  Co-operative  Packing  Co.  vs.  Di- 
rector-General; case  12014:  fresh  meats  and 
packing  house  products.  Dec.  10,  p.  1190. 

Explosives,  restrictions  In  routing  via.  N.  & 
W.:  I.  and  S.  1359  (64  I.  C.  C..  10-11).  Oct. 
8.  p.  699. 

Express  rates  on  B.  &  A.  In  Maine:  I.  and  S. 
1345  (63  I.  C.  C..  452-454).  Oct.  1,  p.  646. 

Fairmont  and  Cleveland  Coal  Co.  vs.  B.  & 
O. ;  case  12081:  also  12082.  Same  vs.  Mo- 
nongahela  Ry.  Co.;  12083,  New  River  Com- 
pany et  al.  vs.  Virginian  Ry.  Co.;  and 
12084,  Same  vs.  C.  &  O.  Ry.  Co.;  coal  car 
distribution  (62  I.  C.  C..  269-276).  July  16. 
p.  109. 

Farley  &  Loetscher  Mfg.  Co.  et  al.  vs.  A.  T. 
&  S.  F.  et  al.:  case  11824:  sash,  doors,  etc. 
(62  I.  C.  C..  721-725).  Aug.  13,  p.  308. 
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Flavoring  extracts;  classification  rating  on; 
I.  and  S.  1363  (64  I.  C.  O.,  53-54).  Oct.  15, 
p  747. 

Forsythe  Leather  Co.  vs.  C.  M.  &  St.  P.  et 
al. ;  case  11923;  glue  stock  (64  I.  C.  O.,  17- 
20;.  Oct.  8,  p.  699. 

Fort  Dodge  Commercial  Club  et  al.  vs.  Ark. 
Cent,  et  al. ;  case  11673;  petroleum  fuel  oil 
(63  I.  C.  C.,  357-360).  Sept.  10,  p.  500. 

Foster  Lumber  Co.  vs.  Director  -'General ; 
case  11554;  coal  (63  I.  C.  C.,  139-140).  Aug. 
20,  p.  348. 

Free  time  allowance,  decreased,  at  ports  on 
traffic  from  California  (64  I.  C.  C.,  400-404); 
I.  and  S.  1362.  Nov.  12,  p.  979. 

Fruits,  deciduous,  fresh;  packing  require- 
ments, estimated  weights  and  weighing  of 
eastbound  transcontinental;  I.  and  S.  1414 
(64  I.  C.  C.,  539-540).  Dec.  10,  p.  1189. 

Galena  Signal  Oil  Co.  (of  Texas)  vs.  C.  &  S. 
et  al. ;  case  11652;  sulphuric  acid  (62  I.  C. 
C..  139-141).  July  2,  p.  12. 

General  Iron  Works  vs.  C.  C.  C.  &  St.  L. 
et  al. ;  case  11842;  iron  and  steel  tanks  and 
second  hand  lumber  (64  I.  C.  C.,  532-536). 
Dec.  10,  p.  1190. 

Genesee  &  Wyoming  R.  R.  Co.;  second  in- 
dustrial railways  case;  No.  4181  and  I.  and 
S.  414;  road  a  common  carrier  (62  I.  C.  C., 
680-684).  Aug.  6,  p.  268. 

Gillespie  Coal  Co.  vs.  111.  Traction  System 
et  al. ;  case  11639;  coal  (62  I.  C.  C.,  335- 
338).  July  23,  p.  157. 

Glacifer  Co.  vs.  American  Ry.  Express  Co.; 
case  11948;  ice  cream  (63  I.  C.  C.,  153- 
156).  Aug.  27,  p.  396. 

Globe  Soap  Co.  et  al.  vs.  Ala.  Cent,  et  al.; 
case  11126;  soap,  etc.  (62  I.  C.  C.,  307-312). 
July  23,  p.  160. 

Gold  Hunter  Mining  and  Smelting  Co.  et  al. 
vs  N  P.  et  al.;  case  10648;  also  Sub.  No.  1, 
Consolidated  Interstate  Callahan  Mining 
Co.  et  al.  vs.  Same;  ore  and  concentrates 
(63  I.  C.  C.,  234-245).  Aug.  27,  p.  397. 

Grain,  transit  privileges  on,  at  Chicago  dis- 
trict stop-over  points;  I.  and  S.  1309  (vt 
I.  C.  C.,  466-468).  July  30,  p.  212. 

Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor  et 
al. ;  case  10614;  plaster  and  gypsum  prod- 
ucts (62  I.  C.  C.,  237-247).  July  16,  p.  107. 

Grayson-Ownen  Co.  vs.  Nevada- California- 
Oregon  Co.  et  al.;  case  12361;  cattle  (64 
I.  C.  C.,  157-158).  Nov.  5,  p.  925. 

Gulf  Refining  Co.  of  La.,  in  behalf  of  Union 
Petroleum  Co.,  Philadelphia,  vs.  St.  L.- 
S.  F.  et  al.;  case  12143;  gasoline  (64  I.  C.  C., 
201-202).  Nov.  5.  p.  924. 

Gunnison  Valley  Sugar  Co.  vs.  D.  &  R.  G. 
et  al. ;  case  11024;  second  hand  sugar  maK- 
ing  machinery  (62  I.  C.  C.,  483-485).  July 
30,  p.  214. 

Hamilton  Foundry  and  Machine  Co.  vs.  Di- 
rector-General; case  12168;  demurrage  on 
frozen  sand  (64  I.  C.  C.,  439-440).  Dec.  10, 
p.  1190. 

Harper,  Marshall  &  Thompson  Co.,  Inc.,  vs. 
Director  General:  case  11585;  export  soda 
ash  (64  I.  C.  C.,  599-600).  December  31,  p. 
1355. 

Hazelhurst  Oil  Mill  and  Fertilizer  Co.  vs. 
E.  J.  &  E.  et  al.;  case  11933;  sulphate  of 
ammonia  (64  I.  C.  C.,  203-204).  Nov.  5, 
p  925. 

Heater    service      cancellation    of,    for    fresh 

fruits   and   vegetables;    I.   and   S.    1353    (64 

I.  C.  C.,   283-288).     Oct.  29,  p.  876. 

Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. ; 

case   11674;   car   service    (63   I.   C.   C.,   401- 

Hollin'gshead',  J.'  D.,  Co.  vs.  A.  &  St.  L.  et 
al. ;  case  10255;  barrel  staves  (62  I.  C.  C., 
147-150).  July  9,  p.  67. 

Houston  Chamber  of  Commerce  et  al.  vs. 
H.  &  T.  C.  et  al.;  case  11896;  gas  masks 
(64  I.  C.  C.,  181-182).  Nov.  5,  p.  925. 

Hudson  Mule  Co.  et  al.  vs.  L.  &  N.  et  al.; 
case  9966;  also  9967.  Same  vs.  L.  &  N.  R.  R. 
Co.  et  al.;  10090.  Same  vs.  N.  C.  &  St.  L. 
Ry.  et  al. :  10469,  Same  vs.  A.  T.  &  S.  F. 
Ry.  Co.  et  al.,  and  portions  of  4th  sect, 
apps.  458  and  1952:  horses  and  mules  (63 
I.  C.  C.,  6-17).  Aug.  13,  p.  310. 

Ideal  Fuel  Co.,  Inc.,  vs.  Director-General; 
case  11876;  coal  (64  I.  C.  C.,  555-556).  Dec. 
17,  p.  1243. 

Illinois  Brick  Co.  et  al.  vs.  Pa.  R.  R.  et  al.: 
case  11317;  also  11395,  Gary  Sand-Lime 
Brick  Co.  vs.  A.  T.  &  S.  F.  et  al.;  11314, 
Builders  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F. 
Ry.  et  al.;  and  10749,  Lutter  Brick  Co.  vs. 
C.  M.  &  St.  P.  Ry. ;  common  brick  (64 
I.  C.  C.,  273-280).  Dec.  10.  p.  1190. 

Illinois  coal  cases,  1920;  10783,  Coal  Trade 
Bureau  of  111.  vs.  C.  B.  &  Q.  et  al.;  10815, 
Spring  Vallev  Coal  Co.  et  al.  vs.  A.  T.  & 
S.  F.  et  al;  11091,  Central  111.  Coal 
Traffic  Bureau  vs.  A.  T.  &  S.  F.  et  al. ; 
11149,  Fifth  and  Ninth  Districts  Coal  Bu- 
reau vs.  A.  T.  &  S.  F.  et  al.  (62  I.  C.  C., 
741-759).  Aug.  13,  p.  307. 

Illinois  Glass  Co.  vs.  111.  Terminal  R.  R.  et 
al.;  case  11587;  switching  charge  at  Alton 
(62  I.  C.  C.,  287).  July  16,  p.  111. 

Illinois    interurban    fares;     in    re    intrastate 
fares  of  C.   N.   S.   and  M.   In   Illinois;   case 
11558  (62  I.  C.  C.,  188-194).     July  2,  p.  11. 
Illinois  Steel  Co.  vs.  B.  J.  &  E.;  case  11269; 
coke  (62  I.  C.  C.,  439-351).     July  23,  p.  158. 
Indian    Packing    Corporation    vs.     Director- 
General.    Ann  Arbor    et.   al.:     case    11130; 
sliced  dried  beef  (64  I.  C.  C.,  205-212).  Nov. 
12.   p.    980. 


Indiana  rates,  fares  and  charges;  in  re  rates, 
fares  and  charges  applicable  between  points 
in  state  of  Indiana;  case  11894  (62  I.  C.  C., 
648-654).  Aug.  6,  p.  268. 

Indianapolis  Board  of  Trade  vs.  B.  &  O.  et 
al.;  case  11704;  grain  transit  (64  I.  C.  C., 
416-422).  Dec.  3,  p.  1139. 

Iowa  Railroad  Commissioners  et  al.   vs.   Di- 
rector-General, A.  T.   &   S.   F.   et  al. ;   case 
10878;  grain  and  grain  products  (63  I.  O.  C., 
405-412).     Sept.   17,   p.   543. 
Jones,  H.  P.,  vs.  S.  P.  Co.;  case  12079;  feeder 
cattle  (64  I.  C.  C.,  221-222).     Nov.  5,  p.  925. 
Kansas  rates,  fares  and  charges;  case  1J 
in  re  intrastate  rates,  fares  and  charges  in 
state  of  Kansas   (62  I.  C.  C.,  440-463).  July 
23,   p.   155. 
Kansas  rates,  fares  and  charges;  case  11916 

(64  I.  C.  C.,  679-687).     Dec.  24,  p.  1307. 
Kaufman,    David    &    Sons    Co.    vs.    Director- 
General;  case  11765;  scrap  iron  (63  I.  C.  C., 
367-368).     Sept.  17,  p.  542. 

Kaufman,  David,  &  Sons  Co.  vs.  Director- 
General;  case  11766;  locomotive  crane  (63 
I.  C.  C.,  143-144).  Aug.  27,  p.  397. 
Keesee,  T.  W.,  &  Co.,  vs.  Mo.  Pac. ;  case 
11584;  cotton  (62  I.  C.  C..  303-306).  July  23, 
p.  158. 

Kentucky  Wholesale  Co.,  Inc.,  vs.  Director- 
General;  case  11989;  canned  kraut  (64  I. 
C.  C.,  193-194).  Nov.  5,  p.  923. 
Kerr,  A.  H.,  &  Co.  et  1.  vs.  Sand  Springs  Ry. 
et  al. ;  case  8180;  also  No.  10343,  Schram 
Glass  Mfg.  Co.  vs.  A.  T.  &  S.  F.  et  al.; 
fruit  jars  and  jelly  glasses  (62  I.  C.  C., 
296-302).  July  23,  p.  156. 

Kline,  John,  Brick  Co.  vs.  N.  T.  C.  et  al.; 
case  11425;  brick  (63  I.  C.  C.,  439-442). 
Sept.  24,  p.  595. 

Koenig,  P.,  Coal  Co.  vs.  Hocking  Valley  et 
al.;  case  11964;  also  11964  (Sub.  No.  1), 
Same  vs.  Louisville  &  Nashville  R.  R.  Co. 
et  al. ;  11964  (Sub.  No.  2),  Same  vs.  Chesa- 
peake &  Ohio  Ry.  Co.  et  al. ;  11964  (Sub. 
No  3),  Same  vs.  Toledo  &  Ohio  Central 
Ry.  Co.  et  al. ;  11964  (S'ub.  No.  4),  Same  vs. 
Lehigh  Valley  R.  R.  Co.  et  al. ;  coal  (63 
I.  C.  C.,  392-395).  Sept.  17,  p.  542. 
Kurth  Malting  Co.  vs.  Director-General,  C. 
M  &  St.  P.;  case  11959;  barley  malt  (63 
I.  C.  C..  446-447).  Sept.  24,  p.  595. 
Laclede  Steel  Co.  vs.  C.  &  A.  et  al.;  case 
11564;  fuel  oil  (63  I.  C.  C.,  381-383).  Sept. 
17,  p.  542. 

LaFayette  Hydraulic  Gravel  Co.  et  al.  vs.  C. 
&  E    I.  et  al. ;  case  11475;  sand  and  gravel 
(62  I.  C.  C.,  729-732).     Aug.  13,  p.  308. 
Lake  Charles  Rice  Milling  Co.  vs.  A.  &  N.  et 
al. :   case   9922;   parts   of   fourth  sect.   apps. 
376,  377,  488,  581,  624,  957,  960,  961,  1618;  rice 
(62  I.  C.  O.,  18-42).     Aug.  13,  p.  308. 
Lake  Erie   &   Ft.   Wayne  R.   R.   et  al. ;   case 
4181;    second    industrial    railways    case;    in 
the  matter  of  allowances  to  short  lines  of 
railroads  serving  industries;  I.  and  S.  414; 
cancellation    of    rates    In    connection    with 
small   lines   in   Official   Classification   terri- 
tory (63  I.  C.  O.,  122-124).     Aug.  27,  p.  395. 
Lake    Superior    Paper   Co.,    Ltd.,    et    al.,    vs. 
A.  &  W.  et  al.;  case  11028;  newsprint  paper 
(64  I.  C.  C.,  33-36).     Oct.  15,  p.  747. 
Lawton  Refining  Co.  vs.  C.  R.  I.  &  P.;   case 
11225;    crude   petroleum    (62    I.    C.    C.,    480- 
482).     July  30,   p.  214. 

Leavenworth    Chamber    of    Commerce    vs.    L. 
&  T.  et  al.;  case  10454;  switching  (62  I.  C. 
C.,  697-700).     Aug.  6.  p.  268. 
Lee,   H.    D.,    Flour   Mills   Co.    et   al.    vs.    Di- 
rector-General: case  12152;  wheat  and  flour 
(64  I.  C.  C.,  226-228).     Nov.  12,  p.  980. 
Lehigh   and   Wilkes-Barre   Coal    Co.   vs.    Di- 
rector   General;     case    11736;    mine    props 
(63  I.  C.  C..  3-5).     Aug.  13,  p.  311. 
Lehigh    Portland    Cement    Co.    vs.    A.    C.    L. 
et    al. ;    case    10978;    refusal    to    switch    or 
spot  (62  I.  C.  C.,  231-236).     July  9,  p.  68. 
Le  Prestre  Miller  Stock  farms.  Inc.,  vs.  Erie; 
case    12099;    ashes    (64    I.    C.    C.,    149-150). 
Nov.  5,  p.  925. 

Liberty  Oil  Co.,   Ltd.,  vs.   Trinity  &  Brazos 
Valley;    case   11462:    crude   petroleum      (64 
I.  C.  C.,  289-291).     Dec.  3.  p.  1141. 
Link-Belt   Co.   et   al.   vs.   P.   C.   C.    &   St.   L. 
et   al. ;    case   12032;    steel   roller   chains    (64 
I.   C.  C.,   195-196).     Nov.  5,  p.   925. 
Little  Cahaba  Coal  Co.  vs.  Director-General, 
Birmingham    Southern    et   al. ;    case    11638; 
coal  (64  I.  C.  C.,  50-51).     Oct.  15,  p.  747. 
Live  stock;  application  of  rate  and  minimum 
weight    on    in    mixed    carloads;    I.    and    S. 
1357  (64  I.  C.  C.,  546-547).     Dec.  10,  p.  1190. 
Live  stock  cars:   substitution  of  single  deck 
for  double  deck  cars  ordered:  I.  and  S.  1377 
(64  I.  C.  C.,  251-252).     Nov.  28,  p.  1092. 
Louisiana  Central  Lumber  Co.  et  al.  vs.  C.  B. 
&  Q.    et  al.;   case  2420:   lumber  and   prod- 
ucts (62  I.   C.  C.,  417-421).     July  23,  p.  160. 
Louisiana    Commission    vs.    Aransas    Harbor 
Terminal  et  al. ;  case  8418;  also  3918,  Same 
vs.    St.    Louis    Southwestern    et    al. ;    8290, 
Same,  vs.  St.  Louis,  San  Francisco  &  Texas 
et  al. ;   and  Nos.  710,   Eastern  Texas  Class 
Rates,    and    729,    Class    Rates    to    Shreve- 
port;  Shreveport  case  (64  I.  C.  C.,  197-198). 
Nov.  5,  pp.  921,  923. 

Louisiana  Commission  vs.  Aransas  Harbor 
Terminal  Ry.  et  al.  (Shreveport  case) ;  case 
8418;  gasoline.  Oct.  15,  p.  748. 
Louisiana  Railroad  Commission  vs.  Aransas 
Harbor  Terminal  et  al.;  case  8418;  Shreve- 
pore  case;  wheat,  flour,  etc.  (64  I.  C.  C., 
248-250).  Dec.  17,  p.  1243. 


Louisville  Cement  Co.  vs.  Director  General; 
case  11358;  cement  (62  I.  C.  C.,  362-365). 
July  23,  p.  159. 

Lumber  and  lumber  products,  rates  on,  from 
southeastern  territory  to  points  on  N.  & 
W.;  I.  and  S.  1378.  Dec.  10,  p.  1189. 

Lumber  to  Selma  from  A.  &  N.  W.  points; 
I.  and  S.  1373.  Dec.  10,  p.  1191. 

Lumber  from  North  T'onawanda  to  Canan- 
daigua,  N.  Y.;  I.  and  S.  1399  (64  I.  C.  O., 
530-531).  Dec.  10,  p.  1191. 

Lumber  and  other  commodities  betwen  El 
Paso,  Tex.,  and  points  in  Oregon,  Wash- 
ington, Utah  and  Idaho;  I.  and  S.  1346  (64 
I.  C.  C.,  12-13).  Oct.  8,  p.  699. 

Macon  (Ga.)  Freight  Bureau  of  Chamber  of 
Commerce  of,  vs.  N.  Y.  N.  H.  &  H.  et  al.; 
case  9649;  also  9670,  Same  vs.  S.  A.  L.  et 
al.;  shoe  leather,  etc.  (63  I.  C.  C.,  327- 
334).  Sept.  10,  p.  497. 

Maltby,  C.  S.,  vs.  Sumpter  Valley  Ry.  Co., 
Director  General  et  al. ;  case  11390;  chrome 
iron  ore  (63  I.  C.  C.,  103-106).  Aug.  20,  p. 
349. 

Maltby,  C.  S.,  vs.  Sumpter  Valley;  case  11853; 
chrome  iron  ore  (64  I.  C.  C.,  297-298).  Dec. 
3,  p.  1141. 

Marble  Cliff  Quarries  Co.  vs.  P.  C.  C.  &  St. 
L,. ;  case  11199;  crushed  stone  switching 
(63  I.  C.  C..  339-341).  Sept.  17,  p.  542. 

Marden,  Orth  &  Hastings  Co.  vs.  C.  B.  &  Q. 
et  al. ;  case  11808;  peanut  oil  (64  I.  C.  C., 
426-428).  Dec.  3,  p.  1140. 

Mason  Valley  Mines  Co.  vs.  Western  Pacific 
et  al.;  case  11396;  also  Sub.  No.  1,  G.  H. 
Goodhue  et  al.  vs.  Same;  ore  and  concen- 
trates (64  I.  C.  C.,  477-484).  Nov.  28,  p. 
1093. 

Matthiessen  &  Hegeler  Zinc  Co.  et  al.  vs. 
C.  &  N.  W.  et  al.;  sulphuric  acid  (63  I.  C. 
C.,  301-304).  Sept.  10,  p.  498. 

McGregor- Noe  Hardware  Co.  vs.  St.  L.- 
S.  F. ;  case  11903;  iron  and  steel  articles  (63 
I.  C.  C.,  246-248).  Sept.  3,  p.  451. 

Memphis  Merchants  Exchange  et  al.  vs.  G. 
&  S.  I.  et  al.;  case  11647;  imported  black- 
strap molasses  (62  I.  C.  C.,  96-98).  July  2, 
P.  13. 

Memphis-Southwestern  scale;  extension  of  to 
additional  southwestern  points;  I  and  S. 
1269;  also  fourth  sect.  app.  11761  (62  I.  C. 
C.,  596-617).  July  30,  p.  211. 

Merchants  Coal  and  Coke  Co.  vs.  P.  O.  C. 
&  St.  L.  et  al. ;  case  11880;  also  Sub.  No.  1, 
Same  vs.  Same;  coal;  64  I.  C.  C.,  73-74). 
Oct.  22,  p.  811. 

Mexican  Gulf  Oil  Co.  vs.  Midland  Valley  et 
al. ;  case  11977;  second-hand  plate  iron 
tanks  (62  I.  C.  C.,  141-143).  July  2.  p.  13. 

Meyersdale  Smokeless  Coal  Co.  vs.  B.  &  O. ; 
case  11375;  furnishing  of  coal  cars  (62  I. 
C.  C.,  429-432).  July  23,  p.  160. 

Michigan  Builders  Supply  Co.  vs.  G.  T.  of 
Can.;  case  11427;  coal  (63  I.  C.  C.,  349-350). 
Sept.  17,  p.  540. 

Midwest  Refining  Co.  vs.  Director-General; 
case  11786;  fuel  oil  (62  I.  C.  C.,  135-136). 
July  2,  p.  12. 

Milk  and  cream  shipments,  minimum  re- 
quirement on  L.  C.  L. ;  I.  and  S.  1331  (63 
I.  C.  C.,  448-449).  Sept.  17,  p.  542. 

Mill,  A.  and  C.,  Co.  et  al  vs.  A.  &  R.  et  al; 
case  11982;  cedar  shingles  (64  I.  C.  C.  548- 
552).  Dec.  17,  p.  1243. 

Miller,  Frank  P.,  Paper  Co.  et  al.  vs.  Pa.  R. 
R.  and  P.  &  R. ;  case  11760;  interchange 
charge  (62  I.  C.  C.,  705-709).  Aug.  6,  p. 
268. 

Miller  Brothers  vs.  St.  L.-S.  F.  et  at.;  case 
8078:  also  8291,  same  vs.  Atlantic  Coast 
Line  et  al.;  stock  cattle  (64  L  C.  C.,  593- 
598).  December  31,  p.  1355. 

Minnesota  fares  and  charges;  in  re  intra- 
state fares  and  charges  of  the  C.  B.  &  Q. 
and  other  carriers  between  points  in  Min- 
nesota; case  11776  (62  I.  CT  C.,  198-199). 
July  2.  p,  13. 

Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.: 
case  12141:  coke  (64  I.  C.  C.,  441-442).  Dec. 
10,  p.  1191. 

Missouri  Portland  Cement  Co.  vs.  Director- 
General:  case  11820;  sand  (64  I.  C.  C.,  243- 
247).  Nov.  12,  p.  979. 

Missouri  rates  and  charges;  case  11862;  (64 
I.  C.  C.,  233-242).  Nov.  5,  p.  924. 

Mitsui  &  Co.  vs.  Director-General,  C.  B.  &  Q. 
et  al.:  case  11725;  pig  lead  (65  I.  C.  C.,  4-5). 
Oct.  1.  p.  646. 

Mitsui  &  Company  vs.  Director  General, 
Great  Northern  et  al.;  case  11726;  also 
11790.  same  vs.  Director  General,  C.  M.  & 
St.  P.;  vegetable  oils  (64  I.  C.  C.,  585-587). 
December  31,  p.  1355. 

Mobile,  Ala.:  cancellation  of  switching  ar- 
rangements at;  I.  and  S.  1328  (63  I.  C.  C., 
279-281).  Sept.  3,  p.  451. 

Monroe  Shingle  Co.  vs.  St.  L.  S.  W.  et  al.; 
case  10737:  also  7924,  Independent  Co-oper- 
ative Lumber  Co.  vs.  La.  West,  et  al..  and 
8498,  Same  vs.  A.  &  S.  et  al.;  cypress  lum- 
ber and  shingles  (62  I.  C.  C.,  714-720).  Aug. 
13,  p.  311. 

Monsanto  Chemical  Works  vs.  Southern  Pa- 
cific. Director-General  et  al.;  case  11434; 
also  11434  (Sub.  No.  1),  Same  vs.  Canadian 
Pacific,  Director-General  et  al.;  and  11435, 
S'ame  vs.  Wabash.  Director-General  et  al.: 
tea  waste  (63  I.  C.  C.,  417-419).  Sept.  17, 
p.  544. 

Morgantown  &  Wheeling  Ry.  Co.  et  al.  vs. 
Pennsylvania  R.  R.  et  al.:  case  12008:  di- 
visions (63  I.  C.  C.,  197-199).  Aug.  27,  p. 
395. 
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Morris  &  Co.  v«.  Director-General;  ca»e 
11867;  frozen  beef  (64  I.  C.  C.,  436-436). 
Dec.  10,  p.  L190, 

Nnfc-asf,  ll.,  &  Co..  I.I.I.,  \s.  (!.  N.  ,1  .'.I., 
l-asi-  1I1HH;  nisi)  ll.W.i;  Mlt.iui  Jt  CD..  I. tit.. 

et  al..  vs.  Qreat  Northern  et  al.:  11692. 
\V  It.  Grace  &  Co.  vs.  Great  Northern 
et  ill.:  11767.  Thomas  W.  Simmons  &  Co. 
vs.  Director-General;  Imported  potato 
starch  (62  I.  C.  C..  422-426).  July  23,  p. 
160. 

Natchez  Chamber  of  Commerce  vs.  La.  & 
Ark.  ft  al.;  case  8845;  also  8920,  Same  vs. 
Ark.,  La.  &  Gulf  et  al..  and  9036.  Same 
vs.  Ark.  &  La.  Midland  et  al. ;  former  de- 
cision modified  (63  I.  C.  C..  288-300).  Sept. 
10.  p.  498. 

Niitrhfz  Chamber  of  Commerce  vs.  Ln.  & 
Ark.  et  al. ;  case  8845;  also  8920,  Same  vs. 
Ark.,  La..  &  Gulf  et  al.:  9036,  Sum.'  vs. 
Aik  .v  1,11.  Midland  et  al.;  6390,  Memphis 
KiviKht  lUnvau  v.i.  St.  L.  I.  M.  &  Sou.  et 
al..  and  7250.  Shreveport  Chamber  of  Com- 
ni.  -i  re  vs.  Ala.  .V-  Vicks  ft  al.;  class  ratfs 
(62  I.  C.  C..  4i;t-lf.r»).  July  30.  p.  211. 

National  Live  Stock  Shippers'  League  et  al. 
vs.  A.  T.  &  S.  F.  et  al.;  case  12146;  west- 
ern live  stock  (63  I.  C.  C..  107-121).  Aug. 
20,  p.  347. 

National  Wholesale  Grocers'  Assn.  of  the  U. 
s.  vs.  A.  &  V.  ft  al.:  rase  10745;  also  Sub. 
No.  1,  Southern  Wholesale  Grocers'  Assn. 
vs.  Southern  et  al. ;  loading  of  groceries  In 
peddler  cars  (62  I.  C.  C.,  375-403).  July  23, 
p.  160. 

Naval  stores  between  south  Atlantic  ports, 
including  interior  points;  1.  and  S.  1336  (63 
I.  C.  C..  450-451).  Sept.  21.  p.  595. 

Nebraska  Seed  Co.  vs.  Director-General,  C.  & 
X.  \V.  et  al. ;  case  11478;  white  clover  seed 
(64  I.  C.  C..  75-77).  Oct.  29,  p.  876. 

New  Albany,  City  of,  Ind..  et  al.  vs.  L.  &  N. 
Ry.  and  Lighting  Co..:  case  12018;  also 
Sub.  No.  1,  Chamber  of  Commerce  of 
New  Albany  vs.  Same;  passenger  fares  (64 
I.  C.  C.,  468-476).  Dec.  3.  p.  1139. 

Newcastle  &  Ohio  River  Ry.  Co.;  second  in- 
dustrial railways  case;  No.  4181  and 
I.  and  S.  414  (63  I.  C.  C..  305-309).  Sept.  17, 
p.  541. 

New  England  divisions;  case  11758;  Bangor 
&  Aroostook  et  al.  vs.  A.  &  R.  et  al.  (62  I. 
C.  C..  513-582).  July  30,  p.  215. 

New  Mexico,  State  Corporation  of  the  State 
of,  vs.  A.  &  S.  et  al.;  case  11297;  beans 
(63  I.  C.  C..  1-3).  Aug  13,  p.  312. 

New  Mexico  State  Corporation  Commission 
et  al.  vs.  C.  R.  I.  &  P.  et  al.;  case  11245; 
wheat  (62  I.  C.  C.,  352-356).  July  30,  p.  157. 

New  York  passenger  fare  case;  in  re  rates, 
fares  and  charges  of  N.  Y.  C.  and  other 
railroad  companies  in  the  state  of  New 
York;  case  11623  (64  I.  C.  C.,  55-56).  Oct. 
29,  p.  877. 

North  Carolina.  Corporation  Commission  of, 
vs.  Director-General,  Atlantic  Coast  Line, 
et  al. ;  case  10500;  also  10515,  Raleigh  Cham- 
ber of  Commerce,  Inc.,  et  al.  vs.  Director- 
General,  Seaboard  Air  Line,  et  al.  (64 
I.  C.  C.,  264-272).  Nov.  19,  p.  1035. 

Northern  Grain  and  Warehouse  Co.  vs.  S.  P. 
&  S.  et  al.:  case  11573;  wheat  (63  I.  C.  C., 
205-206).  Sept.  3.  p.  452. 

Ohio  and  Pennsylvania  rates,  fares  and 
charges;  case  12092;  in  the  matter  of  rates, 
fares  and  charges  of  the  Steubenville,  East 
Liverpool  and  Beaver  Valley  Traction  Co. 
(64  I.  C.  C.,  517-525).  Dec.  10,  p.  1188. 

Ohio  Rates.  Fares  and  Charges,  in  the  matter 
of  rates,  fares  and  charges  of  the  Penn- 
sylvania-Ohio Power  and  Light  Co.  within 
the  states  of  Ohio  and  Pennsylvania;  case 
12123  (64  I.  C.  C.,  493-499).  Dec.  3,  p.  1140. 

Oil  from  Texas  Ports  to  Sulphur  Mine,  La.; 
I.  and  S.  1320  (63  I.  C.  C.,  74-77).  Aug.  13, 
p.  309. 

Oklahoma  State  Shippers'  Assn.  et  al.  vs. 
A.  T.  &  S.  F.  et  al.;  case  10903:  canned 
goods  (62  I.  C.  C.,  433-439).  July  30,  p. 
214. 

Old  Dominion  Co.  et  al.  vs.  Director  General; 
case  10483;  marine  risk  on  copper  bullion 
(63  I.  C.  C.,  43-46).  Aug.  13,  p.  307. 

Oliver  Iron  and  Steel  Co.  vs.  P.  &  L.  E.  et 
al.;  case  11378:  compensation  for  terminal 
switching  (64  I.  C.  C.,  447-451).  Dec.  10, 
p.  1188. 

Omaha  Chamber  of  Commerce  Traffic  Bu- 
reau vs.  C.  B.  &  Q.  et  al. ;  case  11739;  re- 
consignment  (62  I.  C.  C.,  655-656).  Aug. 
13,  p.  310. 

Orange  Rice  Mill  Co.  vs.  Director-General, 
Louisiana  Western  et  al.:  case  11220:  rough 
rice  (63  I.  C.  C..  133-134).  Aug.  27,  p.  396. 

Oregon  Public  Service  Commission  vs.  Ore- 
gon-Washington R.  R.  &  Nav.  Co.  et  al. ; 
case  10698;  also  10458.  Commission  of  Pub- 
lic Docks  of  City  of  Portland  ft  al..  vs. 
S.  P.  &  S.  et  al.:  grain  (62  I.  C.  C.,  633- 
635).  Aug.  «.  p.  2(i7. 

Pacific  Coast  Steel  Co.  vs.  S.  P.  et  al.;  case 
11270:  steel  ingots  (62  I.  C.  C.,  207-210). 
July  16.  p.  108. 

Pacific  Portland  Cement  Co..  Consolidated, 
vs.  S.  P.:  case  11189;  lime  rock  (64  I.  C.  C., 
507-511).  Dec.  10,  p.  1190. 

Paint  or  varnish  spraying  booths:  classifica- 
tion ratings  on;  I.  and  S.  1341  (63  I.  C.  C., 
282-281).  Sept.  10.  p.  501. 

Paper  shopping  bags:  classification  rating 
one:  I.  f-  S.  1389  (64  I.  C.  C.,  423-426).  Dec. 
3.  p.  1140. 


I'nik.'.  \v  I1.  v«.  C.  B.  &  Q.  et  al.:  caic 
12065:  cattle  (64  I.  C.  C.,  147-148).  Nov.  6, 
p.  923. 

Parfceraburg  Rig  and  Reel  Co.  vs.  B.  A  O. 
ft  al.;  case  12126;  steel  crown  blocks,  calf 
wheel  and  bull  wheel  shafts  (64  I.  C.  C.. 
154-166).  Nov.  5,  p.  HL':i. 

I'nrkersburg  Hig  and  Reel  Co.  vs.  B.  &  <>. 
et  al.;  case  11733:  fabrication  In  transit 
(63  I.  C.  C..  363-366).  Sept.  17,  p.  :.ll. 

riirkeraburg  Rig  &  Reel  Co.  va.  Director 
General,  A.  T.  &  S.  F.  et  al.;  case  11542; 
wooden  bull-wheel  arms,  cants  and  pins 
(64  I.  C.  C..  668-574).  December  21,  p.  1307. 

Peabody.  Henry  W.,  &  Co.  vs.  C.  M.  &  St.  P. 
et  al.;  case  11187;  also  11187  (Sub.  No.  1). 

5.  W.    Bridges  &   Co.    et   al.   vs.   Director- 
General;    Imported   straw   and   hemp   braid 
(64  I.  C.  C.,  429-431).     Dec.  10,  p.  1190. 

Peet  Bros.  Manufacturing  Co.  vs.  Ft.  S.  &  W. 
et  al.;  case  11306:  copra  oil  (63  I.  C.  C.. 
346-346).  Sept.  17,  p.  540. 

Peerless  Coal  Co.  of  111.  vs.  A.  T.  &  S.  F'. 
et  al. ;  case  10461;  also  Sub  No.  1.  Jones  & 
Adams  Co.  vs.  Same:  coal  (63  I.  C.  C.,  335- 
338).  Sept.  10,  p.  497. 

Peorla  Cordage  Co.  vs.  G.  H.  &  S.  A.  et  al.; 
case  11811;  istle  fiber  (62  I.  C.  C.,  137-138). 
July  2,  p.  13. 

Pendleton  &  Gilkey  vs.  Minn.  &  International 
et  al. :  case  12041;  cedar  poles  (64  I.  C.  C., 
145-146).  Nov.  5,  p.  925. 

Penn  Seaboard  Steel  Corporation  vs.  Di- 
rector-General; case  11743;  pig  iron  (63  I. 
C.  C.,  141-143).  Aug.  27,  p.  397. 

Petroleum  crude  oil  from  Texas,  estimated 
weights  on:  I.  and  S.  1374  (64  I.  C.  C.,  545). 
Dec.  10,  p.  1189. 

Pfeister  &  Vogel  Leather  Co.  vs.  L.  V.  et  al.; 
case  12249;  myrobalans  (64  I.  C.  C.,  437- 
438).  Dec.  10,  p.  1190. 

Phoenix,  Ariz.,  Chamber  of  Commerce  Traffic 
Bureau  et  al.  vs.  A.  &  S.  et  al.;  case  11660; 
cereals  (64  I.  C.  C.,  452-456).  Dec.  10,  p. 
1190. 

Phoenix,  Ariz.,  Chamber  of  Commerce  Traffic 
Bureau  vs.  S.  P.  et  al. ;  apples;  case  11353 
(62  I.  C.  C.,  500-502).  Aug.  6,  p.  267. 

Phoenix  Chamber  of  Commerce  and  Traffic 
Bureau  et  al.  vs.  S.  P.  et  al. ;  case  11525; 
fruits  and  vegetables  (62  I.  C.  C.  368-374). 
July  23,  p.  158. 

Phoenix  Chamber  of  Commerce  Traffic  Bu- 
reau et  al.  vs.  S.  P.  et  a].;  case  11532;  su- 
gar (62  I.  C.  C..  412-416).  July  23,  p.  159. 

Pillsbury  Flour  Mills  Co.  et  al.  vs.  Director- 
General;  case  11547;  barley  flour  (64  I.  C. 
C.,  81-84).  Oct.  29,  p.  876. 

Pioneer  Lumber  Co.  et  al.  vs.  Director-Gen- 
eral C.  B.  &  Q.  et  al.;  case  11608;  lumber, 
lumber  products  and  brick  (64  I.  C.  C.,  485- 
490).  Dec.  3,  p.  1139. 

Pittsburgh  Grain  and  Hay  Exchange  vs. 
B.  &  O.  et  al.;  case  10929;  grain  reconsign- 
ment  charge  (62  I.  C.  C.,  506-509).  Aug  6, 
p.  267. 

Pittsburgh  Terminal  R.  R.  and  Coal  Co.  vs. 
Director-General,  Pa.  R.  R.  et  al. ;  case 
11253;  bituminous  coal  (63  I.  C.  C..  179- 
183).  Aug.  27,  p.  395. 

Planters  Fertilizer  and  Phosphate  Co.  et  al. 
vs.  A.  C.  L.  et  al. ;  case  11576;  also  Sub. 
No.  1,  Molony  and  Carter  Co.  vs.  South- 
ern; kainit  (62  I.  C.  C.,  131-132).  July  2, 
p.  12. 

Plaster,  rail-and-water  rates  on,  from  South- 
ard, Okla.,  to  New  York  and  Brooklyn,  N. 
Y.;  I.  and  S.  1332  (62  I.  C.  C.,  685).  Aug. 

6,  p.  267. 

Procter  &  Gamble  Co.  vs.  Arkansas  Central 
et  al.;  case  11649:  vegetable  oils  (64  I.  C.  C., 
213-218).  Nov.  12,  p.  979. 

Procter  &  Gamble  Co.  vs.  Director  General; 
case  11422;  peanut  oil  (62  I.  C.  C.,  'IS). 
Aug.  13,  p.  311. 

Proctrr  &  Gamble  Manufacturing  Co.  vs. 
S.  I.  Rapid  Transit  Ry.  Co.;  case  11258; 
copra  (62  I.  C.  C.,  116-118).  July  2.  p.  13. 

Providence  Fruit  and  Produce  Exchange  et 
al.  vs.  Director-General;  case  11565;  also 
Sub.  No.  1,  W.  H.  Blodgett  &  Co.  vs. 
Same;  bananas  (62  I.  C.  C.,  179-180).  July 
16.  p.  109. 

Pullman  surcharge;  surcharge  for  transpor- 
tation of  passengers  in  sleeping  or  parlor 
cars  between  points  in  Alabama;  case 
12214  (62  I.  C.  C.,  153-156).  July  9,  i>.  67. 

Pulpwood  to  Klngsport,  Tenn.,  form  S.  Car.; 
I.  and  S.  1311  (62  I.  C.  C.,  277-278).  July 
16,  p.  111. 

Pulpwood  from  S.  C.  to  Canton,  S.  C. :  I.  and 
S.  1319  (63  I.  C.  C..  287).  Sept.  10,  p.  500. 

Pure  Oil  Co.  vs.  Director-General.  M.  K.  & 
T.  et  al.;  case  12054:  also  12105,  Same  vs. 
Same:  iron  tanks,  knocked  down  (64  I.  C. 
C.,  444-446).  Dec.  10.  p.  1191. 

Pusey  &  Jones  Co.  vs.  Director-General; 
case  11579:  refuse,  bricks,  dirt,  etc.  (62 
I.  C.  C..  291-292).  July  16.  p.  111. 

Rail-and-water  rates  from  Atlantic  seaboard 
territory  to  Texas  points:  I.  and  S.  1280 
(63  I.  C.  C.,  267-276).  Sept.  10.  p.  499. 

Reeves  Coal  and  Dock  Co.  vs.  Director-Gen- 
eral: case  11827:  coal  demurrage  (63  I.  O. 
C..  387-388).  Sept.  17.  p.  511. 

Refining  in  transit  of  copper  articles  at 
Laurel  Hill.  N.  Y. :  I.  and  S'.  1386  (64 
I.  C.  C..  257-258).  Nov.  28.  p.  1092. 

Reservoir  Heights  Stock  Ranch  vs.  Director- 
Grneral;  case  11419:  garbage  (64  I.  C.  C., 
57-58).  Oct.  22.  p.  811. 


Con  I    Mining  Co.    v».    Mo.    I'uc.    el  •!.; 

can.      Hi,.::;,     coal    (62     I.    C.    C..    269-264). 

July   22,   p.    117. 
Itofk   IToduftJi  Truffle  League  va.  C.  B.  It  Q. 

et  al.:  cane  11603:  molding  sand  (62  I.  C.  C., 

105-106).     July  2.  p.   12. 
Rowland-Power    Consolidated    Collieries    Co. 

et  al.  va.  C.  I.  &  L.;  caae  11436:  water  (62 

I.   C.   C.,    101-104).     July   2,   p.    13. 
Rumble    and    Wenael    Co.    va.    Director-Gen- 
eral;  case   11410;   cotton    (62   1.   C.   C.,    110- 

112).     July   2,   p.   12. 
Rumble    &    Wensel    Company    vs.    Dlrector- 

•;.  neral;  case  11595;  oats  (64   I.  C.  C..  199- 

200).     Nov.   12,  p.   980. 
St.    Tammany    Ice    and    Manufacturing    Co., 

Ltd.,  va.  Director-General:  case  12191;  fuel 

oil  (64  I.  C.  C.,  491-492).     Dec.  10,  p.  1191. 
St.    Louis  Coke  and   Chemical  Co.   vs.    A.   & 

S.  et  al.;  caae  11688;  Iron  ore   (62  I.  C.  C.. 

194-197).     July   2,   p.    11. 
Sand    and    gravel    from     Michigan    City    to 

Johnstown-Connellsvllle  territory;  I.  and  S. 

i:m  (64  I.  C.  C.,  512-515).     Dec.  10,  p.  11»1. 
San    Diego   &  Arizona   Ry.   Co.    va.   A.    T.   & 

5.  F.  et  al.;   case   12016;   motor  cara   (62  I. 
C.  C.,  676-676).     Aug.  13,  p.  312. 

Sapulpa  Refining  Co.  vs.  Director  General; 
case  11645;  crude  petroleum  (62  I.  C.  C., 
493-494).  July  30,  p.  214. 

Schlicher,  C.  E.,  et  al.  vs.  N.  Y.  C.;  caae 
10888;  refusal  to  establish  siding  (62  I.  C. 
C.,  181-187).  July  16,  p.  110. 

Schule's  Pure  Grape  Juice  Co.,  Inc..  vs.  Di- 
rector General,  Central  New  England  Ry. 
et  al.;  case  11031;  grape  Juice  (63  I.  C.  C., 
129-132).  Aug.  20,  p.  349. 

Scrap  paper,  rags,  and  old  rope  between 
.Western  Trunk  Line  points;  I.  and  S.  1380 
(64  I.  C.  C..  607-609).  December  31,  p.  1356. 

Seaboard  By-Product  Coke  Co.  vs.  D.  L.  & 
W.  et  al.;  case  10357;  also  10370,  Seaboard 
By-Product  Coke  Co.  vs.  Director-General 
et  al.;  10371,  Same  vs.  Director-Genera) 
et  al. ;  10386,  Same  vs.  Director-General 
et  al. ;  10395,  Same  vs.  Director-General  et 
al.;  10414,  Same  vs.  Director-General  et  al.; 
10449,  Same  vs.  Director-General,  et  al. ; 
10485,  Same  vs.  Director-General  et  al.; 
portions  of  10842,  Same  vs.  Director-Gen- 
eral et  al. ;  10843,  Same  vs.  Director-Gen- 
eral et  al. ;  and  portions  of  fourth  section 
application  No.  1625;  coke  (62  I.  C.  C,  317- 
334).  July  16,  p.  108. 

Security  Mills  and  Feed  Co.  vs.  Southern  et 
al.;  case  10837;  fourth  section  apps.  458, 
703,  1074,  1548,  1561.  1572,  1573,  1625.  1747, 
1952,  3925;  meal  and  feed  (62  I.  C.  C.t  657- 
668).  Aug.  6,  p.  267. 

Security  Mills  and  Feed  Co.  vs.  Southern  et 
al.;  case  10672;  blackstrap  (62  I.  C.  C.,  405- 
411).  July  30,  p.  214. 

Seeds,  flower  and  garden;  classification 
ratings  on;  I.  &  S.  1340  (63  I.  C.  C.,  285- 
286).  Sept.  10,  p.  500. 

Selma,  Ala..  Chamber  of  Commerce  vs.  Di- 
rector-General, L.  &  N.  et  al. ;  case  11682; 
sugar  (63  I.  C.  C.,  157-159).  Aug.  27,  p. 
397. 

Sheffield  Farms  Co..  Inc..  vs.  Director  Gen- 
eral; case  11625;  also  Sub.  No.  1,  Same  vs. 
Same  (62  I.  C.  C.,  503-505).  July  30,  p.  215. 

Sheffield  &  Tionesta  Ry.  Co.:  second  indus- 
trial railways  case;  case  4181,  in  re  allow- 
ances to  short  lines  serving  industries;  I. 
and  S.  414,  cancellation  of  rates  in  connec- 
tion with  small  lines  by  carriers  in  Official 
Classification  territory;  road  a  common 
carrier  (62  I.  C.  C.,  710-712).  Aug.  13,  p. 
310. 

Shreveport  Producing  and  Refining  Corp.  vs. 
C.  R.  I.  &  P.  et  al.:  case  11443;  gravel  (62 
I.  C.  C.,  123-126).  July  2,  p.  13. 

Silica  Sand  Producers'  Traffic  Assn.  of  111. 
vs.  C.  B.  &  Q.  et  al.;  case  11683;  imported) 
flint  pebbles  (64  I.  C.  C.,  302-304).  Nov.  28, 
p.  1093. 

Silica  Sand  Producers'  Traffic  Assn.  of  I1L 
vs.  C.  B.  &  Q.  et  al. :  case  11753:  silica 
sand  (217-219).  Sept.  3,  p.  451. 

Sioux  City  Brick  and  Tile  Co.  et  al.  vs. 
Director-General:  case  11821;  brick  (6S 
I.  C.  C..  211).  Aug.  27,  p.  396. 

Sligo  Iron  Store  Co.  vs.  Western  Md.  et  al.; 
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roads; pp.  393.  752.  1122. 

Government  traffic  department;  pp.  744,  841, 
1340. 

Grain,   hay,   etc.;  rates  on.   etc.;   pp.   22.   72,   94. 
104,    182,    222,    234,    272,    288,316.    353.   356.    393. 
408.   409.   455.   459.   503,   544,   570.    608.    654,   745, 
936,    1203,    1244.    1247,    1278,    1316,    1360. 
See   also  Western   grain    case. 

Grimsley,    D.    G. ;    railrop.d    wages;    p.    1274. 

Hague   rules:    pp.    943.    1062,    1105.    1152. 

Harding   and    ship    subsidy;    p.    1200. 

Hording  and  the  railroads;  pp.  26.  27,  223. 
?80.  359.  696,  809,  815,  881,  922,  1137,  1185. 
1'04  3206  (message  to  Congress),  1241, 
1251,  1353. 

wording's   labor  policy;   p.    1259. 

Hnrkrader,  T.  T. ;  president  New  York  Traffic 
Club:  D.  1164. 

Harp.    H.    L. :    misquotation    of    rates;    p.    1321. 
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i.    J.     li;     H  In     11    merchant    marine; 
PP.    235.    324;    Section    28    of    Jones    act;    p. 

II. mail;    railways  In;  pp.   660,   750. 

Handrlcki,    E.    M.;    railroad    rate   committees; 

|..    U56. 
JliKlnvji.i     1 1.1  nsp, ,i  i,    good    roads,    etc.;    pp.    46, 

196.  537.   1088.   1089,   1342. 
Hlnes.     Walter    D. ;     his    work    in    Europe;     p. 

921;     testimony    before    Senate    committee; 

p.     1253;    advocates     railroad     consolidation; 

p.  i:!?j. 

Holmes.  Hugh  A.;  testimony  before  Cum- 
mins committee;  p.  26. 

Hoover  and  the  railroads;  pp.  104,  496,  652, 
709.  922.  1202. 

1  Inward.  J.  R.;  agricultural  reductions;  p. 
1273.  1863. 

Howard,  M.  Q. ;  proper  wages  for  labor;  p. 
904. 

Industrial    railways;    penalties    on;    p.    393. 

Initiative,  railroad;  loss  of,  etc.;  pp.  127.  372 
493.  605. 

Interlocking:  directorates,  etc.;  pp.  810.  948 
1001,  1032,  1111.  1151,  1228,  1541,  1280,  1327, 

See  also  Clayton  act. 

Iron  and  steel;  rates  on.  etc.;  pp.  29,  460,  659, 
1106,  1201. 

Johnson.  Alba  B. ;  appeal  to  President  Har- 
ding: p.  27. 

Johnston.  Forney;  testimony  before  Cum- 
mins committee;  p.  23. 

Johnston.  J.  H.;  American  merchant  marine; 
p.  1370. 

Keiser.  F.  S.:  rate  committees  defended;  p. 
902. 

King  bill:   p.   1070. 

Kurrie.  H.  R.;  address  before  Chicago  Ship- 
pers' Conference;  p.  937. 

Labor  as  a  commodity;   pp.   1109.   1216,  1321. 

Labor;  conditions  of,  inefficiency  of,  etc.;  pp. 
305,  770. 

Labor  Board:  rulings  of.  hearings  by.  aboli- 
tion of.  etc.;  pp.  7.  130.  280.  304,  876,  432. 
450,  493,  548,  591.  592.  606.  652,  718,  765,  766, 
814.  828,  829.  885.  902.  933.  936,  992.  1104, 
1149.  1150,  1205.  1210,  1259,  1260,  1316. 
See  also  strike. 

Lane.  A.  P.:  why  a  merchant  marine?  p.  324. 

Lasker,  Chairman  A.  B.,  of  Shipping  Board: 
address  at  Milwaukee  on  merchant  marine; 
p.  1265. 

Legislation  not  e.  cure  for  railroad  ills;  p.   127. 

Leinlnger,  George  M. ;  address  on  importance 
of  the  forwarding  agent  to  the  exporter; 
p.  417. 

Lennart.  B.  J. ;  a  chance  for  Henry  Ford;  p. 
553. 

Lewis.    Commissioner:    pp.    248.    284. 

Lighterage  at  New  York;   p.   1198. 

Live  stock;  rates  on,  etc.:  pp.  113.  125,  168. 
284,  347  (decision  in  Western  live  stock 
case).  344.  462.  528,  570.  626,  854.  932,  1039. 
1187  (report  of  I.  C.  C.  In  4844,  live  stock 
contract).  1252,  1262,  1294. 

Loading   of   revenue    freight;    pp.    16,    8-1,    126. 
178.   222.   288.   304.   364,   411,   474.   510,   554,   596. 
640.    7?'     "'S?     ""0     """V    «"•>     1002,    1078,    1112, 
136.    1218,    1376.    1326.    1352. 

Loans  to  railroads;  pp.  48.  52.  71.  74,  82,  92. 
128.  134,  244.  252.  266.  288,  382.  400.  432.  436, 
452.  462.  478.  513.  560,  574.  580.  618.  682,  790. 
810.  954.  1020.  1034,  1124.  1170.  1202.  1220. 
1292.  1294,  1364. 
See  also  securities. 


LOSS   AND    DAMAGE    DECISIONS. 

Allied    Machinery   Co.   of  America  vs.    L.   V. 

(Fed.  ct.):  p.  36. 
American  Ry.  Express  Co.  vs.   Bean   (Tex.); 

p.   768. 

Austin  vs.  Am.  Ry.  Express  (Kan.);  p.  711. 
Bailey    vs.    Am.    Ry.    Express   Co.    (Ga.);    p. 
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Ball  vs.  Mabey   (Ga.);  p.  896. 
Bartlett  vs.  Mo.  Pac.   (Mo.):  p.  79. 
Becker  Milling  Mach.  Co.  vs.  B.  &  O.  Term. 

R.  R.  Co.   (Fed.  ct.);  p.  370. 
Berliner  vs.   Director  General  et   al.    (Nev.); 

p.  1271. 

Blamberg  Bros.  vs.  U.  S.   (Md.);  p.  370. 
Bland   et  al.   vs.   C.   &  A.    (Mo.);   p.   415. 
Bolatti  vs.  Wabash  et  al.   (Iowa);  p.  1154. 
Booke  and  Olson  vs.   Payne,  agent    (N.   D.); 

p.   1212. 

Bostick  vs.  G.  C.  &  S.  F.  (Tex.);  p.  664. 
Boyd  et  al.  vs.  U.  S.  (Fed.  ct.);  p.  1111. 
Bronstein  et  al.  vs.  Director  General  (Md.); 

p.  35. 
Brown.   C.   A.,   &  Bros.   vs.   Director  General 

et  al.   (N.  C.):  p.  79. 
Buchanan    vs.    Director    General     (Va.);    p. 

1328. 

Buck  et  al.  vs.  G.  H.  &  S.  A.   (Tex.);  p.  80. 
Burke  vs.  C..   R.  I.   &  P.    (Okla.):   p.   368. 
Burnett   vs.    Director  General    (Va.):   p.   415. 
Burrel    Collins    Brokerage    Co.    vs.    Director 

General    (Mo.):   p.   36. 

By  ram  vs.  Payne,   agent  (Utah):   p.   1271. 
Calumet  and  Hecla  Mining  Co.  vs.   D.,  L.   & 

W.    (N.  Y.);   p.   1271. 
Carbic      Mf«.      Co.      vs.      Western      Express 

(Minn.);  p.   663. 

Card  vs.  Director  General  (Fed.  ct.);  p.  1111. 
Carroll   Mercantile   Co.   vs.   A.   C.    L.    (Ala.); 

p.   943. 

Cheshire  vs.  Payne,  federal  agent:  p.  663 
Coburn  vs.  Am.  Ry.  Express  (N.  C.);  p.  1012. 
Coleman  vs.  Director  General  (Tex.);  p.  465. 
Cornell  vs.  Western  Union  (Calif.);  p.  664. 


Cotner    et   al.    vs.    Director   General    (Ark.); 

p.  37. 

Crabill  v«.  O.  8.  I.    (Ida.);  p.  711. 
Crutchfleld   and   Woolfolk   vs.   Director  Qen- 

eral   (Mass.);   p.  171. 

Cxlzlk  v«.  Western  Union  (Fed.  ct.);  p.  124. 
!)<•!   Slgnore  v».   Director  General   (W7  Va.): 

p.   1328. 
De  Vita  et  al.  vs.   Director  General  (Minn.); 

p.   711. 

KM  In,  Leigh,  &  Co.  vs.  Payne  (Qa.);  p.  896. 
Kmery,    B.   H.,    &   Co.   va.   Am.   Refrigerator 

Transit   Co.    (la.);   p.   1212. 
Fahey  et  al.  vs.  B.  &  O.   (Md.);  p.  942. 
First    Guaranty    State    Bank    of   Aubrey    vir. 

Director  General   et   al.    (Tex.);   p.    79.  . 
Fort  Worth  Elevator  Co.  vs.   Keel  &  Son  et 

al.   (Tex.');  p.  228. 

Freeman  vs.   St.  L.-S.  F.    (Okla.);  p.   171. 
Friedlander   vs.    Postal   Telegraph   Cable   Co. 

(.Fed.  ct.):  p.   36. 

Fukua  vs.  Mo.  Pac.   (Ark.);  p.  1164. 
Gauthler,    A.,    &    Son    vs.    Director    General 

(Maine);  p.   1364. 
Golden   Live   Stock   Co.   vs.   Director  General 

(Ga.):  p.   79. 

Grand  Rapids  Showcase  Co.  vs.  Postal  Tele- 
graph-Cable Co.   (Mich.);  p.  509. 
Hance   Bros.   Co.    vs.    Am.    Ry.    Express    (N. 

Y.);  p.  1364. 
Holland    et    al.    vs.    Director   General    et    al. 

(Mo.);  p.   1364. 
Hughes  vs.   P.,   C..   C.    &   St.    L.    (Fed.    ct.); 

p.  174. 
Johnson,    Fluker,    &    Co.    vs.    Payne,    agent 

(Ga.);   p.   1212. 

Johnson,  M.  C.,  Motor  Co.  vs.  Director  Gen- 
eral  (S.  C.);  p.   36. 
Jones   and   Laughlin    Steel   Co.    vs.    B.    &    O. 

(Md.);    p.    663. 

King  vs.   111.  Cent.   (Miss.);   p.  35. 
Lancaster  et  al.  vs.  Sayles  (Tex.):  p.  1328. 
Lans  vs.  O.  S.  L.   (Idaho) ;  p.  368. 
Larosa  vs.  P..  C.,  C.  &  St.  L.   (Ind.);  p.  35. 
Lysaght,  John,  vs.  L.  V.   (Fed.  ct.);  p  36. 
Mallory   et   al.    vs.    Director  General    (Ark.); 

p.  37. 

McNelll  et  al.  vs.  Wabash   (Mo.);  p.  368. 
Merchants  Live  Stock  Co.  vs.  A.  T.  &  S    F 

(Fed.  ct.);  p.  465. 
Miles  et  al.  vs.  Am.  Ry.  Express  Co.   (Ark.); 

p.   1154. 
Morris  &  Co.  vs.   Southern  Express   (N.  Y.); 

p.   370. 
Nichols   &   Co.   vs.   Y.   &  M.   V.   et   al.    (Sup. 

ct.);  p.   171. 

Nimmer  vs.  Northwestern  (S.  C.):  p.  171. 
Nollman  et  al.  vs.   N.  Y.,  H.  &  H.    (Mass.); 

p.  123. 
Nominsky   vs.    N.    Y.,    N.   H.    &   H.    (Mass.); 

p.  556. 
North   Shore  Improvement  Co.   vs.   N.   Y.,   P 

&  N.   et  al.    (Va.);   p.   509. 
Nye-Schneider-Fowler   Co.    vs.    C.    &    N    W 

(Neb.);   p.   79. 

Ostruft  vs.  Hustis   (N.  H.);  p.  370. 
Owen,    Mack,    &    Co.    vs.    Mich.    Cent.    (Sup. 

ct.);  p.  171. 

Pacific  Market  Co.   vs.   U.   P.    (Wy.);   p.   711. 
Payne  vs.  White  House  Lumber  Co.   (Tex.); 

pp.  228,  229. 
Peabody,   S.   J.,   Lumber  Co.   vs.  Mich.   Cent. 

(Ind.);   p.   415. 
Peterson   vs.   Monroe  Independent  Telephone 

Co.    (Neb.);  p.   123. 
Piano  Milling  Co.  vs.  M.,  K.  &  T.   of  Texas 

(Tex.);  p.   171. 
Pottash   et  al.   vs.   Cleveland -Akron  Bag  Co. 

(N.   Y.);    p.   509. 

Powell  vs.  Am.  Ry.   Express   (Ala.);  p.   1012 
Price.  J.  L.,  Brokerage  Co.  vs.  C.,  R.  I    &  p 

(Mo.);  p.  36. 

Prunty  vs.   T.   &  P.  et  al.   (Tex.);  p.   768 
Pullman  Co.  vs.  Bullock   (Tex.);  p.   320. 
Ray  vs.  Wabash   (Mo.);  pp.  415,  416. 
Reed  Oil  Co.  vs.  Smith  (Ga.);  p.  1328. 
Rice  vs.  C.,  M.  &  St.  P.   (Mont.):  p.  80. 
Rice  vs.   Oregon  Short  Line   (Idaho);   p.   123 
Rogers,   Brown.   &   Co.   vs.   First  Nat'l  Bank 

of   Chicago    (Fed.    ct.);   p.   509. 
Sankey  vs.   C..   M.   &  St.   P.    (Mont.);  p.   368. 
Savage,    M.   W.,   Factories   vs.   Am.   Express 

(Minn.);   p.    1012. 

Stevens  vs.  Harmon  (Kan.):  p.  1212 
Stevenson,  W.   N.,   &  Co.,  Inc.,  vs.  Hartman. 

Thee  et  al.  vs.  Wabash   (Mo.);  p.   1155. 
Turkel    vs.    Am.    Ry.    Express    Co.    (N.    Y.); 

p.   36. 
Waupaca,  Old  National  Bank  of,  vs.  People's 

Bank    of    Harrisonville    (W.    Va.);    p.    1154. 
Western  Union  vs.  Waller  (Tex.);  p.   1154. 
Western   Union   Telegraph   Co.   vs.   Freschen 

(N.   Y.);   p.  604. 
Western    Union    Telegraph    Co.    vs.    Sturner 

(N.  Y.);   p.   556. 
Western    Union    Telegraph    Co.    vs.    Waller 

(Tex.);   p.    465. 

Western  Union  vs.  Poston   (Sup.  ct.);  p    174 
Western    Union     Telegraph    Co.     vs.     C.     C 

Brent   &   Bro.    (Ky.);    p.    124. 
Western  Union  vs.  Esteve  Bros.  &  Co.  (Sup. 

ct.);    p.    171. 
Woonsocket   Machine   and    Press   Co    vs    N 

Y.,  N.  H.  &  H.  Co.   (Mass.);  p.  228. 

Ludlow,    Edwin;    testimony    before    Cummins 

committee;   p.  23. 
Lumber;   rates  on,   transit   privilege,   etc.;   pp. 

169,  177,  210,   238.  398,   448.   566,   608,   614,   654, 

698.    714,    728,    766,    778.    950,    976,    1066,    1099. 

1100.    1168,    1240.   1245,   1326. 


Maintenance     expense*     under     section     209; 

Finance  Docket   No.  1176;   p.   320. 
Marine   loss.   Insurance,  etc. ;   pp.   37.   1<3. 
Minkham,   President,  of  III.   Cent.;  address  to 

American   Mining  Congress;   p.   827. 
Marvin,    Wlnthrop   L. ;    why    a   merchant    ma- 
rine: p.  726. 

Mnsman.  H.  F. :   Increase  In  rates;   p.  902. 
Matthews,  E.  W.;  agrees  with  article  by  Will 

Payne;  p.   372. 
McAdoo,    W.    Q.,    on    railroad    funding    bills; 

p.  404. 

McCarron.  J.  J. :  a  defense  of  labor;  p.   835. 
McCarthy,   D.   P.;   blanket   reduction   In   rateii 

p.   42. 
McKnlKht,    H.    D. ;    railroad    rate    committee*; 

p.   770. 

McLaughlin,   T.   J. ;   an   Idea  for  labor  organi- 
zations; p.  835. 
Melott,   W.   P.;   views  of  Commissioner   Lewi* 

on  regulation  of  state  rates:  p.  284. 
Merchant    marine;    pp.    121,   227.   235.    265.    286. 

324,   405,   413,  461.   468,   549,   550,  551,   553,  666. 

703.  707.  726,  728,  757,  904,  944,  985,  1162,  1200. 

1202,    1206.    1226,    1265,    1324,    1365.      See    also 

Shipping  Board. 
Meridian   rate  case;  p.  270. 
Mileage  books;  pp.  48.  92,  432,  988.  130<-       . 
Miller.  Herman  J. ;  adjustment  of  freight  rate; 
p.   467. 

MINOR    COMMISSION    ORDERS. 

Acme  Cement  Plaster  Co.  vs.  A.,  T.  &  S.  F. 
et  al.;  cases  10951.  10951  (subs.  1  and  2). 
10952,  and  10912;  reopened;  p.  216. 

Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  S.  P.  et 
al. ;  case  6490;  reopened;  p.  154. 

Arizona  Commission  et  al.  vs.  Arizona  East- 
ern et  al. ;  case  11541;  report  amended;  p. 
1244. 

Beall.  William  Wylle,  vs.  Wheeling  Traction 
Co.;  case  11299;  reopened;  p.  837. 

Beaumont  Chamber  of  Commerce  vs.  La.  W. 
et  al. ;  cases  11464  and  11250;  reopened,  p. 
642. 

Boston  Chamber  of  Commerce  et  al.  vs.  Di- 
rector General  et  al. ;  case  10457;  reopened; 
p.  394. 

Cairo  Ass'n  of  Commerce  vs.  Buster  Co.  R. 
R.  et  al.;  case  11483;  order  amended;  p.  506. 

Certain-Teed  Products  Corp.  et  al.  vs.  A.,  T. 
&  S.  F.  et  al. ;  case  11481;  order  modified; 
p.  286;  order  amended;  p.  837. 

C.,  St.  P.  M.  &  O.  et  al.  vs.  Great  Lakes 
Transit  Corporation;  case  11757;  reopened; 
p.  1138. 

Class  and  commodity  rates  between  N.  Pa- 
cific coast  points;  I.  &  S.  1338;  order  modi- 
fled;  p.  1111. 

Class  rates  from  Va.  cities,  eastern  sea- 
board, etc.,  to  Miss.  Valley:  I.  &  S.  1303; 
operative  date  suspended;  p.  1000. 

Corinth  Grocery  Co.  vs.  M.  &  O. ;  case  11741; 
reopened;  p.  112. 

Dothan  Chamber  of  Commerce  et  al.  vs.  A. 
&  W.  P.  et  al.:  case  10890;  effective  date 
postponed ;  p.  290. 

D.  T.  S.  L.  application;  finance  docket  1105; 

reopened;  p.  1000. 

Duluth    &    N.    M.;    finance   docket    1258;    re- 
opened:  p.   1111. 
Duquesne   Coal   &   Coke   Co.   et   al.   vs.   P.   & 

W.   V.    et   a!.;   case   11364;   order  modified; 

p.   642. 
.Farley  and  Loetscher  Mfg.  Co.   et  al.  vs.  A. 

T.    S.    F.    et   al.;   case   11S24;    reopened;    p. 

1000. 
Florida    Railroad    Commission    vs.    A     &    R 

et  al.;  case  10892;  reopened:  pp.  544    1244 
Gillespie    Coal    Co.    vs.    111.    Traction    et    al.; 

case  11639;  order  modified;  p.  544.     Report 

amended;   p.   718. 
Glacifer  Co.   vs.   Am.   Ry.   Express  Co  •   case 

11948;   reopened;   p.   1244. 
Glucose    to    Birmingham    and    Montgomery; 

fourth    section    order    7846,    etc.;    effective 

date   postponed;    p.   290. 
Golden    Belt    R.    R.    Co.    of    Kan.;     finance 

docket   1166;   reopened:   p.   786. 
Grain,    export;    special    permission    56011;    p. 

Grand  Rapids  Plaster  Co.   vs.   Ann  Arbor  et 

al. ;  case  10614;  order  modified;  p.   506. 
Gulf  Refining  Co.  of  La.  vs.   St.   L.-S    F    et 

al.;  case  12143;  reopened;  p.   1244. 
Gunnison  Valley   Sugar  Co.   vs.   D.   &   R    G. ; 

case   11024;   reopened;  p.   1111. 
Haskins  Bros.  &  Co.  vs.  C.,   B.   &  Q    et  al  • 

case  12211;   reopened;   p.   837. 
Hollingshead,   J.   D.,   Co.   vs.   A.   &   St.   L    et 

al. ;    case    10255;    effective   date    postponed: 

p.  470. 
Holly  Ridge  Lumber  Co.  vs.   Mo.   Pac.;  case 

11063;   reopened;  p.  13. 
Holmes   and  Hallowell  Co.   vs.   G.   N.   et  al. ; 

case   6194;   reopened;   p.   154. 
Hudson   Mule  Co.   et  al.  vs.   L.   &   N.   et  al.; 

cane   9966;   order  amended;   p.    544.     order 

modified;    pp.    837.    1244. 
Illinois    interstate    rates;    case    13071;    order 

of  inquiry  entered;  p.  605. 
Illinois  Northern;  second  industrial  railways 

case:   reopened;  p.   170. 
Indiana  rates,  fares  and  charges;  case  11894; 

reopened;    p.    290.      Supplementary    order; 

p.   756. 
Indian  Refining  Co.,  Inc.,  vs.  B.  &  O.  et  al. ; 

case  10885;   reopened;  p.   1000. 
Industrial   Railways   case,   second:   No.    4181: 

reopened  with  respect  to  Bay  Terminal  R. 
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R.,    Lakeside   &   Marblehead,  Valley   R.   R. 

Co.,  and  L.  E.   &  Ft.  W.;   p.   1037. 
Jackson     and     Eastern     Ry.     Co.;      finance 

docket  No.   9;  reopened;  p.   786. 
Kalamazoo   Tank  and   Silo  Co.   vs.   C.   &   N. 

W.   et  al. ;   case   11006;   reopened;  p.   544. 
Kansas  City  Live  Stock  Exchange  vs.  C.,  B. 

&  Q.;   case  9928;  reopening  order  vacated; 

p.   112. 

Kansas  rates,   fares  and  charges;   11916;   re- 
opened; p.  560. 
Kline,   John,   Brick  Co.   vs.   N.   T.   C.   et  al.; 

case  11425;   reopened;  p.    1244. 
Laclede   Steel   Co.   vs.   C.   &   A.    et  al.;   case 

11564;   reopened;   p.   1000. 
Lake  Charles  Rice  Milling  Co.   vs.   A.   &  N. 

et  al. ;   case  9922;  reopened;   p.   837.     Order 

modified;  p.   837. 
Lake  Erie  and  Ft.  Wayne  R.  R.   Co.   et  al.: 

case  4181;  second  industrial  railways  case; 

reopened;  pp.  786,  1196. 
Lake  Superior  Paper  Co.,  Ltd.,  et  al.,  vs.  A. 

&  W.  et  al.;  case  11028;  order  modified;  p. 

946;   further  modified;   p.   1037. 
Lehigh  Portland  Cement  Co.  vs.  Mid.  Conti- 
nental  et   al. ;    case   10422;    order   modified; 

p.   394. 
Louisiana    Commission    vs.    Aransas    Harbor 

Terminal    et    al.;    No.     8418,    and    related 

cases;   reopened;   pp.   14,   68,   946. 
Louisiana    rates,     facts    and    charges;    case 

11863;   reopened;  p.   1037. 

Manufacturers'  Junction  Ry.  Co.;  second  in- 
dustrial railways  case;  4181;  reopened;  p. 
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Harden,   Orth,   &  Hastings  Co.  vs.   C.,  M.   & 

St.  P.  et  al. ;  case  11809;  reopened;  p.  837. 
Melons;  cars  for  in  Texas;   case  13072;  slat- 
ting of  stock  cars;  pp.   593,   626. 
Meridian    Traffic    Bureau    vs.    Southern    et. 

al.;  case  9560;   case  settled;   p.  132;  orders 

modified;  p.  290. 
Meyersdale  Smokeless  Coal  Co.  vs.  B.  &  O. ; 

case   11375;   reopened;  p.   1244. 
Miller,  Frank  P.,   Paper  Co.   et  al.  vs.   P.  R. 

R.   and   P.   &  R.;   case   10885;   reopened;   p. 

1000. 

Missouri  rate  case;  11862;  reopened;   p.   1338. 
Montana    express    case;    13069;    investigation 

of  rates  and  classification  ordered;  p.   560. 
Montgomery    Chamber    of    Commerce    et    al. 

vs.  A.  &  W.  P.  et  al. ;  case  10867;  effective 

date  postponed;  p.  290. 
Morris   &   Co.    vs.   A.    T.    S.    F.    et   al.;    case 

11077;  order  amended;   p.   1138. 
Natchez    Chamber   of   Commerce    vs.    La.    & 

Ark.   et  al. ;   case  8875;   also  8920   and  9036, 

same  as  others;  cases  reopened;  p.  312. 
National  Wholesale  Grocers'  Ass'n  of  the  U. 

S.   vs.   A.   &  V.   et  al.;   case   10745;    mixing 

rules;  case  reopened;  p.  544. 
Nebraska    rates,    fares,    and    charges;    case 

11829;  reopened;  p.   290.     Supplemental  or- 
der; p.  454. 

N.  Carolina  Commission  vs.  Director  Gen- 
eral et  al. ;  case  10500;  effective  date  ex- 
tended; p.  312.  Order  modified;  pp.  642, 
946.  Order  vacated;  p.  1138. 

N.  Dakota  express  rates;  investigation  or- 
dered; case  12892;  p.  68. 

N.  Dakota  rates,  fares,  and  charges;  case 
12085;  order  amended;  p.  112. 

Northern  W.  Va.  Coal  Operators'  Ass'n  vs. 
P.  R.  R.  et  al. ;  case  11446;  reopened;  p.  594. 

Ohio  River;  rates  to,  from,  and  between 
points  south  of;  I.  S.  1303;  order  modified; 
p.  1356. 

Oklahoma  State  Shippers'  Ass'n  et  al.  vs. 
A.,  T.  &  S.  F.  et  al.;  case  10903;  order 
modified;  p.  506. 

Orange  Rice  Mill  Co.  vs.  La.  Western  et  al.; 
case  11220;  reopened;  p.  786. 

Owensboro  Chamber  of  Commerce  et  al.  vs. 
L.  A.  &  St.  L.  et  al.;  case  11497;  reopened; 
p.  352. 

Panama  Canal;  application  of  U.  S.  Steel 
Products  Co.  for  permission  to  operate 
ships  through;  case  11214;  reopened;  p.  22. 

Parkersburg  Rig  and  Reel  Co.  vs.  B.  &  O. 
et  al. ;  case  11733;  reopened;  p.  1244. 

Producers'  Refining  Co.  vs.  G.  C.  &  S.  F. 
et  al. ;  case  11354;  reopened;  p.  544. 

Pullman    Co.;     second     Industrial      n 
case;   reopened;   p.   170. 

Rail  and  water  rates,  from  Atlantic  sea- 
board territory  to  Texas  points;  I.  &  S. 
1280;  reopened;  p.  13. 

Raleigh  Chamber  of  Commerce,  Inc.,  et  al. 
vs.  S.  A.  L.  et  al. ;  case  10500;  order  modi- 
fled;  p.  642. 

Raleigh  Chamber  of  Commerce  et  al.  vs.  S. 
A.  L.  et  al.;  case  10515;  effective  date  ex- 
tended; p.  312.  Order  modified;  p.  946. 
Order  vacated;  p.  1138. 

Rates  to,  from  and  between  points  south 
of  Ohio  River,  including  Mississippi  Val- 
ley; I.  &  S.  1303;  order  modified;  p.  1111. 

Russell  Bros.  vs.  U.  P.  et  al.;  case  11812; 
reopened;  p.  1338. 

Rutherford-Brede  Co.  vs.  C.  B.  &  Q.  et 
al.;  case  11172;  reopened;  p.  112. 

Security  Mills  and  Feed  Co.  vs.  Southern  et 
al. ;  case  10837;  order  modified;  p.  786. 

Sloss-Sheffleld  Steel  and  iron  Co.  et  al.  vs. 
L.  &  N.  et  al. ;  case  4800;  order  amended; 
p.  68. 

Southern  Hardwood  Traffic  Ass'n  et  al.  vs. 
A.  &  S.  et  al. ;  case  11009:  order  modified; 
p.  111. 

Southern  Veneer  Ass'n  et  al.  vs.  A.  C.  L. 
et  al.;  case  11414;  amended;  p.  544. 
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Southern  Wholesale  Grocers'  Ass'n  vs. 
Southern  et  al. ;  case  10745;  sub.  No.  1; 
mixing  rules;  reopened;  p.  544. 

S.  St.  Joseph  Live  Stock  Exchange  vs.  C., 
B.  &  Q. ;  case  9578;  reopening  order  va- 
cated; p.  112. 

Standard  time  -zone  investigation;  case 
10122;  reopened;  p.  1338. 

Swift  &  Co.  vs.  Director  General;  case  11640; 
reopened;  p.  14. 

Swift  Lumber  Co.  vs.  Fernwood  and  Gulf  et 
al. ;  case  10827;  order  modified;  p.  13.  Or- 
der amended;  p.  290. 

Texas;  in  re  intrastate  rates  in  state  of; 
case  11764;  reopened;  pp.  38,  1138. 

Tidewater  Oil  Co.  vs.  C.  R.  R.  of  N.  J.  et 
al.;  case  10704;  reopened;  p.  1000. 

Virginia  Iron,  Coal  &  Coke  Co.  •  vs.  N.  & 
W. ;  case  11085;  demurrage  on  frozen  ore; 
reopened;  p.  14. 

Walrath  and  Sherwood  Lumber  Co.  vs.  Di- 
rector General;  case  11418;  order  amended; 
p.  786. 

Watson,  H.  F.,  Co.  et  al.  A.  &  S.  et  al.; 
case  10996;  order  modified;  p.  154. 

West  Coast  Lumbermen's  Ass'n  et  al.  vs. 
B.  &  A.  et  al.;  case  8819;  reopened;  p.  154. 

W.  Ky.  Coal  Bureau  vs.  111.  Cent,  et  al. ; 
case  11885;  reopened;  p.  1000. 

Whitewater  Lumber  Co.  vs.  Ala.  Cent,  et 
al. ;  ease  10083;  order  modified;  p.  312. 

Wichita  Board  of  Commerce  et  al.  vs.  Direc- 
tor General;  case  11018;  order  made  ef- 
fective; p.  1138. 

Wilson  &  Co.,  Inc.,  of  Okla.,  vs.  A.,  T.  &  S. 
F.  et  al.;  case  11240;  order  amended;  p. 
1138. 

Wood,  fuel;  pulp  wood;  and  wood  volts  be- 
tween N.  Pacific  coast  points;  I.  &  S.  1251; 
reopened;  p.  1196. 

Wyandotte  Terminal  R.  R.  Co.;  second  in- 
dustrial railways  case;  reopened;  p.  170. 


MISCELLANEOUS    TRAFFIC    DECISIONS. 

Abandonment  of  railroad;   State  vs.   D.   &  N. 

M.    (Minn.;;  p.   711. 
Buckeye  Cotton  Oil  Co.  vs.  Southern  (Miss.); 

p.    604. 

Cease  and  desist  order  of  I.  C.  C.  relating  to 
switching  charges  restrained;  National 
Tube  Co.  et  al.  vs.  U.  S.  et  al.  (Fed.  Ct.); 
p.  230. 

Coal;  railroad  may  be  enjoined  from  appro- 
priating to  avoid  multiplicity  of  actions; 
M.  &  O.  vs.  Zimmern  (Ala.);  p.  896. 
Combination  of  lowest  intermediate  rates  ap- 
plicable when  through  rate  not  published; 
Mo.  Pac.  vs.  Rea-Patterson  Milling  Co. 
(Fed.  Ct.);  p.  507. 

Commission  finding  that  road  is  engaged  in 
interstate  commerce  binding  on  courts; 
City  of  N.  Y.  vs.  U.  S.  et  al.  (Fed.  Ct>; 
p.  230. 

Commission  order  not  reviewable  when  evi- 
dence on  which  based  is  not  before  court; 
La.  &  P.  B.  vs.   U.  S.    (Fed.  Ct.);  p.   896. 
Commissions,   powers   of;   Ga.    Ry.    &   Power 

Co.   et  al.   vs.  Director   (Ga.);  p.   1154. 
Commissions    may    not    grant    authority   not 
granted  by  law  or  corporate  charter;  State 
ex.  rel.  Burr  et  al.  vs.  Jacksonville  Termi- 
nal Co.  et  al.   (Fla.);  p.   1154. 
Damages  for  unreasonable  detention  of  ship- 
per's tank  cars;  Francesconi  &  Co.  vs.  B. 
&   O.    (Fed.   Ct.);   p.   942. 
Delay,    cause   of;    question    for   jury;    Poston 

vs.   Western  Union    (S.   C.);   p.    230. 
Demurrage  charges  recoverable  when  no  ob- 
jection made   at  time  to  manner  of  giving 
notice;    Ross   vs.    Ind.    Natural    Gas   &    Oil 
Co.    (Ind.);  p.   368. 

Demurrage  rule;  shipper  held  to  these  ac- 
quiesced in  notice  under,  given  before  ac- 
tual arrival  so  as  to  be  liable;  M..  St.  P. 
S.  S.  M.  vs.  Van  Dusen-Harrington  Co. 
(Fed.  Ct.);  p.  125. 

Discrimination  and  preference;  demurrnse 
charges  collected  in  excess  of  published 
tariffs  may  be  recovered;  Buckeye  Cotton 
Oil  Co.  vs.  Southern  in  Miss.  (Miss.);  p. 
604. 
Discrimination  in  facilities;  Tucker  vs.  St. 

L.-S.  F.   (Mo.);  p.  767. 

Discriminatory  rates;  state  railroad  commis- 
.     sion    laws   must    be    followed,    etc.;    Doney 

vs.  N.  P.  et  al.   (Mont.):  p.   507. 
Distribution    of   cars;    I.    C.    C.    has   jurisdic-. 
tion;  P.  Co.  vs.  Weber  (Sup.  Ct.);  p.   1328. 
Division  of  rate  on   coal;   state   commission's 
order    held    valid;    Texas    Commission    vs. 
Rio  Grande  and  E.  P.   (Tex.);  p.  124. 
Division  of  through  rate  by  I.  C.  C.  on  ship- 
ment   of    terminal    carriers'    coal    over    its 
own   and   initial   carriers'    lines  held   valid: 
Tex.-Mex.  Ry.  Co.  vs.  Rio  Grande  &  E.  P. 
(Tex.);   p.   230. 
Donly  vs     Northern    Pacific    et   al.    (Mont.); 

p.    507. 

Dunnage  used  in  automobile  cars  subject  to 
automobile  rates:  Buster  Motor  Co.  vs.  A., 
T.  &  S.  F.  (Fed.  Ct.);  p.. 229. 
Evidence:  sufficiency  of  to  supnort  Commis- 
sion's findings;  L.  &  P.  P.  vs.  U.  S.  (Sup. 
Ct.);  p.  1328. 

Express  company  joint   rates;   Am.   Ry.   Ex- 
press vs.  Georgia  Commission  (Ga.);  p.  942. 
Federal   Control:    action   arising  under   prop- 
erly brought  against  companv:   Poston  vs. 
Western   Union    (S.    C.);    p.    230. 
Federal  Decisions  on   federal  laws  as  to  in- 
terstate shipments  bind  state  courts;   C.   & 
E.  vs.  Lightfoot  et  al.   (Mo.);  p.   416. 


Indictment  for  falsifying  accounts  of  inter- 
state carrier  held  sufficient;  Kennedy  vs. 
U.  S.  (Fed.  Ct.);  p.  1154. 

Interest;  filing  of  suit  is  sufficient  demand 
to  state  running  of  simple  interest  in  car- 
rier's action  for  freight;  C.  &  E.  vs.  Light- 
foot  et  al.  (Mod.);  p.  416. 

Liability;  consignor  of  interstate  shipment 
is  primarily  liable  for  all  freight  fixed  by 
law,  and  carrier's  recovery  thereof  from 
consignor  cannot  be  defeated  by  estoppel 
or  contract;  C.  &  E.  vs.  Lightfoot  et  al 
(Mo.);  p.  416. 

Overcharge;  action  to  recover  within  juris- 
diction of  court;  K.  C.  S.  vs.  Wolf  (Fed 
Ct.);  p.  230. 

Overcharge;  Wabash  Ry.  Co.  vs.  Koenig  et 
al.  (Fed.  Ct.);  p.  1056. 

Overcharges;  persons  having  claims  cannot 
join  in  suit  to  impress  trust  on  property; 
Ballew  Lumber  and  Hardware  Co.  et  al. 
vs.  Mo.  Pac.  et  al.  (Mo.);  p.  605. 

Passenger  rate  schedules  on  file;  court 
without  jurisdiction  to  enjoin  enforcement 
of  rule;  Detroit  United  Ry.  Co.  vs.  Covert 
(Mich.);  p.  556. 

Private  exchange  system;  contract  rates  for 
subject  to  public  control;  p.  174. 

Public  utilities;  power  of  public  service  com- 
mission to  fix  rates;  S.  W.  Bell  Telephone 
Co.  vs.  Public  Service  Commission  et  al. 
(Mo.);  p.  767. 

Reparation  for  damages,  accruing  after  com- 
plaint is  filed;  G.  B.  Markle  Co.  vs.  C.  V. 
(Fed.  Ct.);  p.  38. 

Reshipment  of  reconsignment;  B.  &  O.  S.  W. 
vs.  Seattle  et  al.  (Fed.  Ct.);  p.  229. 

Sideboards;  shipper  may  not  counterclaim 
for  when  sued  for  balance  of  freight 
charges;  Ore.-Wash.  R.  R.  &  Nav.  Co.  vs. 
Cascade  Contract  Co.  (Ore.);  p.  80. 

Sidetrack;  emporarily  constructed  on  land 
under  private  terminable  at  landowner's 
will;  carrier  cannot  be  compelled  to  op- 
erate; Malleable  Coal  Co.  vs.  Potter  et  al. 
(W.  Va.);  p.  1271. 

Southern  Bell  Telephone  &  Telegraph  Co. 
vs.  Georgia  Commission  et  al  (Ga.) ;  p.  896. 

State  and  interstate  rates;  action  for  differ- 
ence between;  question  of  good  faith  deliv- 
ery at  point  of  reshipment;  B.  &  O.  S.  W. 
vs.  Seattle  et  al.  (Fed.  Ct.);  p.  229. 

State  Commission;  appeals  from  rulings  of 
to  Supreme  Court;  may  fix  charges  for 
switching  service;  St.  L.-S.  F.  vs.  State  et 
al.  (Okla.);  p.  124. 

State-fixed  rates;  Wabash  vs.  Koenig  et  al. 
(Fed.  Ct.);  p.  1056. 

State  rates,  regulation  of  by  I.  C.  C.;  L.  Val- 
ley R.  &  Co.  vs.  New  York  Commission 
(Fed.  Ct.);  p.  229. 

Storage  charges  for  goods  kept  in  cars; 
tariffs  held  to  authorize;  amount  of  recov- 
ery for  jury:  S..  A.  L.  vs.  New  Orleans 
Export  Co.  (Fed.  Ct.);  pp.  37,  38. 

Street  railway  rates;  contract  fixing  them 
invalid  as  abridging  police  power  of  state 
in  violation  of  Constitution;  O'Keefe  et  al. 
vs.  City  of  New  Orleans  et  al.  (Fed.  Ct.); 
p.  507. 

Switching  rate;  regulation  of  by  public  serv- 
ice corporation;  A.,  T.  &  S.  F.  et  al.  vs. 
State  et  al.  (Okla.);  p.  711. 

Switching  service;  handling  cement  material 
so  held  and  not  road  haul:  St.  L.-S.  F.  vs. 
State  et  al  .(Okla.);  p.  124. 

Tariffs;  when  there  are  two  which  applies?; 
E.  Z.  Young  Heading  Co.  vs.  Director 
General  (Miss.);  p.  1364. 

Telegram,  interstate;  federal  regulation  of; 
Western  Union  vs.  Sims  (Ind.);  p.  368. 

Telegraph  Co.  and  railroad  right  of  way; 
Alabama  Commission  vs.  L.  &  N.  (Ala.); 
p.  942. 

Telephone  rates:  Northwestern  Bell  Tele- 
phone Co.  vs.  Hilton;  Tri-State  Telephone 
&  Telegraph  Co.  vs.  Same  (Fed.  Ct.);  p. 
898. 

Telenhone.  rural,  held  not  a  common  carrier 
subject  to  supervision;  State  vs.  Southern 
Telephone  &  Tele.  Co.  (Neb.):  p.  416. 

Telephone  service;  payment  of  overcharge 
ont  recoverable;  Cavers  vs.  Home  Tele- 
phone &  Telegraph  Co.  of  Spokaie 
(Wash.);  p.  1211. 

Telephone  tolls;  Southern  Bell  Telephone  & 
Telegraph  Co.  vs.  Georgia  Commission  et 
al.  (Ga.):  p.  896. 

Undercharge;  liability  of  shipper  for;  Ore.- 
Wash.  R.  R.  &  Nav.  Co.  vs.  Cascade  Con- 
tract Co.  (Ore.);  n.  80 

Young.  E.  L.,  Heading  Co.  vs.  Director  Gen- 
eral (Miss.);  p.  1364. 


Misquotation  of  rates:   pp.    835,    958,  1076,   1109, 

1162.   1216,  1274.   1321,  1370. 
Mississippi  Barge  Line;  see  waterways. 
Mississippi  Valley  case:  pp.  175,  233. 
Morgan,  J.   B. :  business  policy  of  carriers;   p. 
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Morton.  E.  H. :  railroad  labor:  p.  770. 
N.  A.  R.  U.  C.;  pp.  548.  628.  751.  831.  887. 
National    Conference    of    State    Manufacturers' 

association:  pp.  649.   708. 
National  Industrial  Traffic  League:  resolutions 

for   reduced   rates   and   wages:   pn.    647.    710; 

annual  meeting   in   Chicago:   p.   985:    attitude 

on    plan    of    carriers    for    reduced    rates;    p. 

1047. 
New  Eneland   divisions,  etc.:   pp.   510,   790,   950, 

1034,  1155.  1309. 
N.    V.  ,rv    Chicago   terminal:    pp.    134,    270.    502, 

545.  1222. 
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Nicholson    bill;    see    "state    rates"    and    "rate- 
suction  of  the  law. 


Norman,   J.   V.;   reductions  on   raw   materials 

p.  42. 

Notice  In  case  of  loss  or  damage;  p.  1274. 
Ocean  shipments;  losses  on;  p.  163. 

u.  subordinate;  p.  8. 
"I"  latiiiK  statistics;  pp.  407.  474,  570,  603,  722, 

Ml,  1152.  1168.  1242.  1326,  1352. 
ore:    rales  on,  etc.;   pp.  745,  778.  825,  874,  938, 

980.  998.  1000.  1070,  1088.  1153.  1193.  1194,  1240, 

1271,  1304.  1380. 
Packing  ami   marking:  p.  334. 
Packers:    grocers'    complaints,    regulation    of 

etc.;  pp.  624,   1214.  1294. 
Palmer,   Henry   A.;    the   railroad   situation;    p 

605. 

Panama  Canal  tolls,  traffic,  etc.;  pp.  22.  29.  31, 
103,    119.    336,    349.   552.    572,   592,    656.    658, 

660,   705,   758,    760.    894.    1006,    1008.    1107,    1153, 

1199. 

Parcel  post;  pp.  35,  659,  1113. 
Parks.  Representative;  attack  on  railroads;  p. 

1049. 
Passenger  fares;  reduced:   p.   995;   differential; 

p.  1382. 

Payments  to  carriers;  see  compensation. 
Peckham.     E.     D. ;    misquotation    of    rates;    p. 

1076. 

Perfect  package  month:  pp.  628,  900,  956. 
Petroleum   rates,  etc.;   pp.  31,   65,   66,   236,   304, 

363.  734.  984.  1089.  1195,  1380. 
Phillips.    R.    li.;    reparation   on    vegetable   oils: 

P.    956. 
Pike.    W.   C. :    return   to   normal   conditions;   p. 

836. 

Pipe  line  rates,  etc.;  pp.  116.  1241.  1260. 
Port  charges,  development,  etc.;  pp.  22,  74,  407, 

842,   1106.   1200. 
Ports.  Atlantic  and  Gulf:  equalization  of  rates 

from  to  Texas  points;  p.  118. 
Ports;  discrimination  between;  p.  271. 
Postal  service:   pp.   105.   516.   536,   576.   661.   843, 

1280     (report    of    postmaster-general).     1324, 

1352. 
Powell,   Miles:   Henry  Ford  and  high   rates;   p. 

609;     misquotation     of    rates;     p.     958;     poor 

train  service;  p.   1218. 

Price.  W.  \V.;  good  railroad  service;  p.  1370. 
Prouty.  C.  A;  death  of;  pp.  105.  106. 
Public  relations  of  the  railroads;  p.  956. 
Purchases  of  railroads:   see   consolidation  and 

purchases. 

QUESTIONS    AND    ANSWERS. 
Abandonment   or  gooes   account   of   damage; 

Abandonment  of  shipment   account  of  dam- 
age;  p.   566. 
Accord  and  satisfaction;  what  constitutes:  p. 

964. 

Arrival,   notice   of;   sufficiency  of;   p.    796 
Baggage;    liability    of    transfer    company;    p. 

1158. 
Bill    of    lading;     carrier    liable     for    agent's 

error;   p.   839. 
Bill   of   lading;   recital   in   as   to  condition   of 

goods;    effect    thereof;    p.    670. 
Car   interchange   settlements;    p.    188. 
Car    number,    erroneous,    in    bill    of    lading; 

carrier    not    liable    for    shipper's    error;    p. 

380. 

Cars   furnished   by   shippers;    rates   on   ship- 
ments in;  p.   1330. 
Claim;    notice  of;    pp.    192,    620,    794,    839.    840 

908,    964,    1072.    1157. 
Claim,    notice    of.    for    shortage    on    returned 

shipment;    time    within    which    to    file;    p. 

1284. 
Claim;  notice  of;   time  within   which   to  file; 

p.    676.    796.    838.    1330. 
Claim,    notice    of;    waiver   of,    by   carrier-    p 

730. 
Claim,   notice   of;   what   constitutes;   pp.    426. 

620. 

Claims  against  express  companies:   p.   88. 
Claims    arising     under     federal    control;    p. 

1018. 
Claims   for  loss  or  damage.;   interest  on;   pp. 

Claims  for  loss  or  damage;  papers  in  sup- 
port thereof;  p.  237. 

Claims  for  overcharge:  time  within  which 
to  file:  p.  380. 

Claims,  loss  and  damage;  Interest  on:  ship- 
ments moving  during  federal  control;  p. 
1376. 

Claims;    sufficiency   of  notice;    p.    380. 

Claims;  time  within  which  to  sue;  p.  238. 

Clear  seal  record;  shipment  moving  under- 
p.  1018. 

Coal;   liability  of  carrier  for  loss  of:   p.   672. 

Collection    of    freight    charges:    p.    840. 

Collection  of  freight  charges  from  con- 
signee; p.  1114. 

Combination  rates;  application  of  Increase 
under  G.  O.  28:  p.  622. 

Combination  rates;  rate  applicable  when 
tariff  containing  rules  for  constructing 
comblnntlon  rates  Is  not  referred  to  In  one 
of  tariffs  containing  factors  of  combina- 
tion rule;  p.  32. 

Combination  rates:  rates  made  on  estab- 
lished combination  basis  over  designated 
basis  point  must  be  applied,  even  though 
hlsiher  than  some  combination  over  a 
basing  nolnt  not  specifically  designated 
for  combination  purposes;  p.  292. 

Commission:    jurisdiction    of:    p.    1156. 

Conccalt>d  damages:  liability  of  express  com- 
pany: p.  88. 

Concealed  loss;  liability  of  carrier  for-  pp 
138,  518. 


Connecting   line;   liability   of;   p.   33. 

i 'uiiHlKiiiir   contracting  for  consignee;   p.  1018. 

Conversion;    measure    of    damages;    pp.    840, 

12SO. 
i '11111111111*'    amendment;    liability    of    carrier 

in,, I.  ,  ;     ,,      I'm. 
Customs    delay;    liability    of    carrier    for;    p. 

1116. 

Damage;   <li  iluctlon   for  shrinkage;   p.   1118. 
Damage;    liability    of    Initial    carrier    under 

contract    for    through    carriage;    p.    796. 
I '  unage,  proof  of;  p.   1116. 
Damaged     shipment     returned    for    repairs; 

freight   charges   on;    p.    562. 
Damages;   carrier   liable    for   direct   damages 

only;   pp.   520.   798. 

I  > .'image •»;      deduction      for      tolerance      and 

shrinkage   In   coal;    p.   422. 
Damages;    <i.duction    of    cash    discount;    p. 
794. 

I 1  images;  deduction  of  for  shrinkage;  p.  732. 
Damage*.;   deduction  of  freight  charges;    pp. 

622.    839. 

Damages;    delay    In    furnishing   cars;    p.    906. 
Damages;    delay    In    transit;    p.    1376. 

Damages;  failure  of  carrier  to  perform  serv- 
ii-e  covered  by  bill  of  lading  contract;  p. 
1014. 

Damages  for  delay  to  seasonable  goods;  p. 
964. 

Damages;    freight    charges;    p.    730. 

Damages  from  delay  caused  by  strike;  p. 
962. 

Damages;    Incidental;    p.    840. 

Damages;   liability  of  carrier  for;   p.   1114. 

Damages;  liability  of  carrier  for  goods  held 
as  evidence;  p.  837. 

Damages;   measure  of;   pp.   34,   194.   522,   622. 

730.   839.   962.   906,   1114.    lUfi.    1230. 
Damages;  measure  of,  for  goods  sold  at  con- 
tract of  invoice   price  when   no  established 
market    price   at    destination:    p.    426. 

Damages:  measure  of,  for  loss  of  or  injury 
to  goods;  p.  136. 

Damages;  measure  of,  for  loss  or  damage 
to  express  shipments;  p.  520. 

Damages;  measure  of,  when  goods  are  re- 
turned to  consignee;  p.  192. 

Damages:    proof   of;   p.    292. 

Damages;  transportation  charges  on  dupli- 
cate shipment;  p.  732. 

Delay;   carrier's   liability   for;   p.   88 

Delay  caused  by  strike;  liability  of  carrier; 
p.  "1157. 

Delaved  shipments;  liability  of  carrier  for 
value  of;  p.  1116. 

Delay;   elements  of  damage   for;  p.   562. 

Delay  in  transportation;  damages  for;  p. 
1072. 

Delay;  liability  of  carrier  for;  p.   520. 

Delay:  liability  of  carrier  when  transoorta- 
tlon  is  by  switch  movement;  p.  424. 

Delay;  measure  of  damages;  pp.  294,  328. 
426.  618.  837,  904. 

Delay:  recovery  of  expenses  incurred  by 
shipper  in  tracing  goods;  p.  424. 

Delay   resulting    from    strike;    p.    428. 

Delay;  shinper's  error  In  marking  freight: 
pp.  32,  294. 

Delivery   on   team   tracks;   p.   422. 

Delivery  to  carrier;  what  constitutes;   p.  564. 

Delivery,  unauthorized;  ratification  of;  p 
240. 

Demurrage;  adjusting  records  on  cars  sub- 
jected to  "run-arounds";  p.  1288. 

Demurrage;  average  agreement:  consignee 
shown  as  consignor  In  bill  of  lading;  p. 
1288. 

Demurrage;  carrier  not  liable  when  due  to 
shipper's  error  In  stating  incorrect  car 
number;  p.  1020. 

Demurrage:  commitlng  time  on  cars  held 
for  placing  Instructions;  p.  1290. 

Demurrage;  constructive  placement;  pp.. 
518.  674. 

Demurrage;  failure  of  carrier  to  observe  re- 
conslgnlng  Instructions:  p.  1330. 

Demurrage;  frozen  shipments;  p.  330. 

Demurrage:  liability  of  assignee  of  bill  of 
lading  therefor:  p.  676. 

Demurrage;  liability  of  shipper  for.  after 
notice  to  carrier  to  sell  goods;  p.  188. 

Demurrage  on  car  for  which  forward>T~ 
directions  have  been  furnished,  but  fo>- 
which  bill  of  lading  has  not  been  given: 
p.  522. 

Demurrage  on  cars  held  partly  to  unload: 
n.  838. 

Demurrage  on  cars  reconslgned  to  embar- 
goed points:  p.  138. 

Demurrage:  on  empty  cars  stored  on  car- 
rier's tracks  and  on  private  sidings;  p. 
1288. 

Demurrage:     reconslgnment     to     embargoed 

point:  p.  566. 
Demurrage    refund    on    cars    received    with 

frozen    contents:    n.    1074. 

Demurrage:    refusal    of   delivery   because    of 
carriers'   failure   to   sign   order  bill  of  lad- 
Ing:  p.  732. 
Demurrage   resulting  from   consignee's  delay 

In  accepting  damaged  shipment:  p.  292. 
Demurrage    resulting   from   delay    of    carrier 

In   furnishing  weight;   p.    332. 
Demurrage  resulting  from  embargo;  pp.   378. 

622. 

Demurrage  resulting  from  improner  notice: 
consignee  liable  unless  omitted  Informa- 
tion Is  called  for  within  prescribed  free 
time:  p.  484. 

Diversion:  right  of  consignor  to  divert  shlp- 
r"«nt  moving  on  straight  bill  of  lading;  pp. 
522.  1286. 


KKKM:  allowance  of  five  per  cent  In  CAM  of 

damage ;  p.  332. 
Embargo!    liability    of    carrier   for   delay    to; 

P.    212. 

Equipment,   safe   and   suitable,   duty   of  car- 
rier to  furnish;  p.  420. 
Export    shipments;    liability    of    carrier    for 

delivery  at  port;   p.   33. 
Explosives;    transportation    of;    liability    of 

snipper  for  Injury  to  equipment;  p.  194. 
Express    charges    on    shipment    returned    by 

carrier  without  consent  of  shipper;  p.   188. 
Express    company    liability    for    damage    to 

perishable   goods;    p.    380. 
Express   company,    liability   of,   after   arrival 

of  goods  at  destination;   p.   1014. 
Express  company;   liability  of;   limitation   of 

amount  of;  p.  420. 
Federal  control;  causes  of  action  arising  out 

of:  pp.  378,  428. 
F.  O.  B. ;  passage  of  title  as  affected  by  term 

In  contract  of  sale;  pp.   328,   484,  792,   1016, 

1290. 
Fourth   section;   application   of   to   passenger 

fares;   p.   422. 

Freight  charges:   party  liable  for;   p.   674. 
Grain,  loss  of;  liability  of  carrier  for;  p.  1332. 
Household     goods;     liability     of    carrier    for 

damage;  p.  34. 

Indemnity  bonds;  amount  of;  p.   420. 
Industries;  duty  of  carrier  to  place  cars  at; 

p.  1158. 

Injury;   measure  of  damages   for;   p.    426. 
Inspection    allowed;    definition    of    term;    p. 

1018. 
Inspection    of   car    before    loading;    duty    of 

shipper;   p.   34. 

Interest  on  overcharges;  pp.   518,   1288. 
Intermediate  clause;  application  of;  p.  620. 
Intermediate   rule;   rate  under,  on  Intrastate 

shipment;   p.   190. 
Leases;      stipulation     requiring     routing     of 

freight  via  lessor  carrier;   p.   839. 
Liability     for     additional     charges     resulting 

from  consignee  reconsigning  car  originally 

consigned    to    delivery    point    specified    In 

contract  of  sale;  p.   1230. 
Liability  for  delayed  shipment:  p.  1332. 
Liability    for  error   in   destination   shown   In 

bill  of  lading;  p.  1120. 
Liability    for    loss    resulting    from    flood;    p. 

1120. 
Liability     of    carrier;     discrepancy    between 

shippers'   and   carriers'   weights;   p.   240. 
Liability  of  carrier  for  damage  to  eggs;  pp. 

380,  482. 

Liability  of  carrier  for  damage  to  goods  de- 
livered at  non-agency  station;  p.   1118. 
Liability  of  carrier  for  damage  to  perishable 

goods;  pp.  1016,  1118. 

;    Liability  of  carrier  for  delivery  to  wrong  per- 
son;  p.   562. 
Liability    of    carrier    for    failure    to    furnish 

ventilator  or  refrigerator  car;  p.   676. 
Liability    of    carrier    for    failure    to    furnish 

cars;   p.   1334. 
Liability  of  carrier  for  failure  to  reconsign; 

Liability  of  carrier  for  freight  charges;  p.  34. 
Liability    of    carrier    for    freight    placed    on 

sidetacks;   p.   420. 

Liability  of  carrier  for  injury  caused  by  de- 
fective cars;  p.  1334. 

Liability  of  carriers  for  loss  by  flood;  p.  480. 
Liability  of  carrier  for  loss  of  coal;  p.  194. 
Liability   of   carrier   for   loss    of   goods   from 

car  on  public  delivery  track;  p.  1120. 
Liability  of  carrier  for  loss  of  goods  through 

freezing;   p.    420. 
Liability    of    carrier    for    loss    of    shipment 

billed  to  inland  point;   p.   1334. 
Liability  of  carrier  for  loss  under  clear  seal 

record;   p.  242. 
Liability  of  carrier  for  negligence  in  routine 

shipment;   p.   1376. 

Liability  of  carrier  for  unauthorized  inspec- 
tion of  perishable  goods:  p.   1336. 
Liability  of   carrier   for   wrong  delivery;   pp. 

Liability  of  carrier  in  connection  with  trans- 
ferring lading  from  damaged  car;  p.  190. 

Liability  of  connecting  carrier:   p.  332. 

Liability  of  consignee  for  destruction  of 
goods  held  for  salvage;  p.  904. 

Liability    of    consignee    for    freight    charges; 

Liability  of  consignee  for  value  of  goods  and 

freight   charges   thereon;   p.   424. 
Liability  of  consignor  for  freight:   p.   1018 
Liability    of    consignor    for    freight    charges: 

pp.   1014,   1116.  1155.  1376. 
Liability  of  initial  carrier  for  loss  occurring 

on  connecting  lines;  p.   672. 
Liability   of   initial   carrier  for  negligence   of 

connecting  lines;  p.  1290. 

Liability  of  intermediate  or  connecting  car- 
rier for  damage  occurring  prior  to  delivery 

to  such  line:  p.  562. 
Liability    of   Packet    Co.    for   loss   of   freight 

due   to  sinking  of  boat;  p.   1230. 
Liability      of     party      for     goods      delivered 

through  mistake  by  carrier;  p.  482. 
Liability  of  rail  carrier  for  loss  occurring  on 

connecting    water    carrier;    pp.    332,     1016 

1284. 
Loss;    burden    of   proof   on    carrier   to    show 

occurred    after   termination   of   liability   as 

carrier;   p.   1158. 
Losses   from   tank   cars;   liability   of   carrier; 

p.  1160. 
Loss    in    shipment    moving   under   clear   seal 

record:   pp.   906,   966. 
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Loss  of  goods  by  carrier;  p.  332. 

Loss  of   or   injury   to  goods;   venue   in   suits 

against  common  carriers;   p.   794. 
Loss    or    damage;    actions    for;    jurisdiction 

and  venue;  p.  32. 
Lumber  penalty  charge;   p.   238. 
Marking;    shippers'    error   in;   p.    32. 
Milling-  in-transit  refunds;  p.   138. 
Minimum    weight    presented    by    tariff    must 

be   applied    regardless   of   size   of   car   fur- 

nished unless  unreasonable;  pp.  513,  562. 
Minimum    weight    unreasonable;    remedy    of 

shippers;   p.    520. 

Misdelivery,   carriers;   ratification  of;   p.   238. 
Misquotation   of  rates;   pp.   192,   332. 
Misrouting:    carrier    liable    for    damages    re- 

sulting   from    execution    of    bill    of    lading 

containing     provisions     which     cannot     be 

complied  with;   pp.   90,   422. 
Misrouting;    carrier   must   forward   shipment 

via  cheapest  available  route  when  terminal 

delivery   only    is   shown    in    bill   of   lading; 

p.   794. 
Misrouting;    duty    of    carrier    to    forward    via 

cheapest    available    route    consistent    with 

bill  of  lading  instructions;   p.   242. 
Misrouting  of  shipment  account  of  embargo; 

p.   188. 
Misrouting;     liability    of    carrier     for    when 

shipper's  instructions  are  not  complete;  p. 

732. 

Misrouting;     shipment     moved     over    higher 

rated    intrastate    route    than    lower    rated 

interstate  route;  p.  330. 
Non-agency  stations;   delivery  of  freight  at; 

liability  of  carrier  for  loss  or  damage  after 

arrival;  p.  1230. 
Notice  of  claim  for  loss  or  damage;   filing  of 

overcharge    claim    does    not    constitute;    p. 

1020. 
Notice  of  claim;   tracer  does  not  constitute; 

p.  32. 
'  Order   bill;    right   of  party   to   be   notified   in, 

to  sue  for  damages;  p.  674. 
Order  —  notify  bill  of  lading;  consignee's  right 

of  inspection  on;  pp.  422,  620. 
Overcharge;   claims  against  carrier  in  hands 

of  receiver;  p.  240. 
Overcharge    claims;    documents    necessary   to 

support;  p.  792. 
Overcharges;   claims  for  shipment  moving  in 

period  of  federal  control;  time  within  which 

to  file;  pp.  622,  1016,  1159. 
Overcharge  claims;  time  within  which  to  file 

with    the    Commission;    pp.    730,    962,    1118, 

1230. 

Overcharge;  refund  of;  p.  1155. 
Overcharges;  interest  on;  lien  of  carrier  for 

freight  charges;  p.  794. 
Overcharges;   time  within  which  to  file  suit; 

p.  620. 
Owenrship,    proof    of,     of    straight    consign- 

ments reconsigned;  p.  426. 
Packing;    penalty    on    shipments    packed    in 

flberboard  container;  p.  480. 
Perishable    goods;    liability    of    carrier    when 

shipper  elects  to  ship  under  "shippers'  pro- 

tective" service;  p.  33. 
Perishables;  ordering  of  cars  for;  p.  136. 
Permit  notation   vs.   routing  instructions;   p. 

Proofs;  burden  of;  p.  672. 

Proportional   rates;   establishment  of  by   rail 

to  and  from  ports;  p.  188. 
Rate   applicable   when   lowest   rate    is   appli- 

cable; p.  1284. 

Rate;  misquotation  of;  p.  732. 
Reconsigned    shipment    after    placement    at 

original  destination;   rate   to  applv   on;   pp. 

428.  484,  561,  618.  620,  838,  962. 
Reconsigning  charge   applicable  on   shipment 

held  for  delivery  instructions;  p.  244. 
Reconsigning  privilege  at  through   rate;   loss 

of  on  account  of  misrouting  shipment  into 

original  billed  destination;  p.  1332. 
Reconsignment;  p.  796. 
Reconsignment;  liability  of  carrier  for  accept- 

ing instructions  from  other  than  owner  of 

goods  or  his  authorized  agent;  p.  564. 
Reconsignment;  liability  of  carrier  for  failure 

to  observe  shipper's  instructions;  p    674 
Reconsignment;  rate  applicable;  p.  328. 
Reconsignment   rules   covering   1.    c.    1.   ship- 

ments; p.  482. 

Reconsignment  to  embargoed   points;   p.    962. 
Reconsignment  vs.    reshipment;    pp.   138,   564, 

1014. 
Refunding    difference    beween    amounts    col- 

lected on  lawful  rate  and   rate  to  be  sub- 

sequently established;  p.   1160. 
Refunds,  mining-in-transit;  party  entitled  to 

prepaid  shipments;  p.  426. 
Refused  or  unclaimed  goods;   notice  to  con- 

signee of;  pp.  730,  1286. 
Released   rate;    measure   for   partial   damage 

to  shipment  moving  under;  p.  480. 
Reparation;  p.  561. 
Reparation   on   intrastate  shipment  in   guar- 

anty period;  p.  31. 
Reparation  on  shipments  moving  between  U 

S.  and  Canada;  p.  838. 

Reparation;  parties  entitled  to  recover;  p.  840. 
Reparation;  re-establishment  of  former  rate: 

p.  1288. 
Reparation;  suits  against  R.  R.  A.  for  I.  C.  O. 

awards;  p.  1290. 


Routing,    carrier's;    shipper's    ratification   of; 

p.   484. 
Routing;   duty  of  carrier  to  ask  shipper  for 

Instructions     before     delivering     shipment 


from  rail-and- water  route  to  all-rail  route; 
p.  424. 

Routing;  duty  of  carrier  to  forward  shipment 
to  railroad  station  when  there  is  more  than 
one  town  of  same  name  in  state;  p.  328. 

Routing;  duty  of  carrier  to  forward  via  in- 
trastate route  if  lower  than  by  interstate 
route;  p.  33. 

Routing;  liability  of  express  company  in 
event  of  uncertainty  as  to  intended  desti- 
nation; p.  194. 

Routing;  terminal  delivery  must  be  specified 
if  desired;  pp.  32,  188,  622. 

Sale  of  unclaimed  or  refund  freight;  pp.  618, 
840. 

Shipper's  load  and  count;  pp.  90,  294,  672,  796. 

Shortage;  carrier  liable  on  proof  of;  p.  292. 

Shortage;  proof  of;  p.  964. 

Sleeping  car  companies;   liability  of;   p.   1158. 

Stakes,  allowance  for,  on  flat  or  gondola 
cars;  p.  672. 

State  vs.  interstate  shipment;  pp.  482.  564, 
908,  1114,  1288,  1290. 

Storage  charges;  liability  of  consignor  for;  p. 
1155. 

Storage  charges  on  unclaimed  shipments;  p. 
190. 

Storage;  liability  of  shipper  for  after  notice 
to  carrier  to  sell  goods;  p.  238. 

Storage;  right  of  carrier  to  store  in  public 
warehouse  unclaimed  goods  not  affected  by 
provision  of  tariff  requiring  notice  to  con- 
signor; p.  238. 

Storage;  use  of  shipper's  tracks  by  carrier; 
p.  796. 

Strike;  delay  caused  by;  liability  of  carrier; 
p.  1376. 

Strikes  at  plants  of  parties  to  contract  of 
sale;  liability  of  consignee  for  demurrage 
and  additional  freight  charges  accruing  by 
reason  of;  p.  1286. 

Tariff  interpretation;  pp.  1156,   1158,   1160. 

Tariff  interpretation;  application  of  c  1  rate 
to  1.  c.  1.  shipment;  p.  1336. 

Tax,  transportation,  on  freight  originating  in 
adjacent  foreign  countries;  p.  32. 

Tax,  transportation;  time  for  filing  claims  for 
refund;  p.  192. 

Telegraph  company,  liability  of.  for  negli- 
gence in  the  transmission  or  delivery  of 
message;  pp.  240,  480,  906,  1072. 

Through  rate  exceeding  sum  of  intermedi- 
ates; pp.  1016,  1120. 

Through  routes  and  joint  rates;  p.  1014 

Title,  passage  of.  as  affected  by  term  "F.  O. 
B."  in  contract  of  sale;  pp.  90  1156 

Tracer  not  notice  of  claim;  p.  1018. 

Trap  car;  absorption  of  switch  movement; 
p.  31. 

("ndercharges;  collection  of;  pp.  188    330 

Tndercharges;  collection  of  by  carrier;  pp. 
484,  564. 

Undercharges;  collection  of,  from  consignee; 

Undercharges;  collection  of  from  consgnor; 
p.  794. 

Undercharge;  liability  for;  p.  90. 

Undercharge;  liability  of  consignee  for;  p.  482 

Undercharge;  time  within  which  suit  for  col- 
lection may  be  filed;  pp.  426,  730. 

Value  of  goods  delayed  in  transit;  shipper 
must  prove;  p.  1336. 

Veneer;  application  of  lumber  rates  on;  p.  136. 

Warehouseman:  liability  of  for  freight 
charges;  p.  194. 

Waste   material;   transportation   of;    p     34 

Water  carriers;  jurisdiction  of  I.  C.  C  over- 
P.  1115. 

Weights:  actual  must  govern;  p.  564. 


Ramsey.  G.  K. ;  labor  as  a  commodity;  p.  1109 

Railroad  administration  finances;  p.  1104 

Railway  Business  Association;  circular  en- 
titled "Business  and  the  Railways";  p.  763 

Railway  mail  pay;   pp.   142,   252,   336,   1122 

Raleigh  Chamber  of  Commerce  case;   p    662 

Rate  committees;  pp.  149,  266,  605.  607,  770,  788, 
902,  941,  956,  990. 

Rates,  high;  effect  of,  and  plans  and  sugges- 
tions for  reductions;  pp.  9,  19,  30,  31,  41,  42 
44,  64.  113.  118.  208,  209.  234.  265.  324,  414, 
449,  462,  467,  536,  554,  568.  574,  601,  602,  603, 
606.  647.  648,  709.  718,  736,  745,  761,  762  763 
764,  815,  820,  821.  822,  825,  826.  881,  886,  902 
919,  931.  932,  936.  938,  977,  996,  1045  (plan  of 
carriers),  1048,  1049,  1090.  1095  (Commission's 
order  for  general  inquiry,  docket  13293),  1137 
1147.  1204,  1205,  1241.  1247  (opening  of  gen- 
eral rate  inquiry),  1251,  1309,  1360,  1378 

Rate-making  section  of  the  law;  pp.  i7,  44 
209,  234.  322,  462,  606.  697,  718.  756  762,  928 
960.  992.  993.  996,  1041,  1101,  1143,  1205,  1253, 
1256.  1306,  1317  (railroads  answer  Thome), 
1361. 

Rea  plan  for  helping  the  carriers;  see  fund- 
ing of  railroad  debts  to  government 

Reconsignment  rules  and  charges;  pp.  921, 
J89. 

Repair  of  cars  and  locomotives;  cost  etc  • 
in  bad  order:  pp.  44.  68.  178.  346,  378,  474, 
711,  746,  900.  1070.  1220,  1276,  1338  1354 

Reparation;  pp.  186,  230.  618.  660.  700,  771  809 
811.  833,  873,  956,  992,  1010,  1112.  See'  also 
claims. 

Revenue  of  railroads;  April  and  eight  months, 
p.  28;  May  and  nine  months,  pp.  82,  126,  180, 
116:  June  and  ten  months,  p.  304;  pp.  412 
416,  450;  June  and  July,  p.  450'  p  472'  July 
PP.  510,  547,  596;  August,  pp.  710,  762;  Sep- 
tember, pp.  829,  882.  936,  996,  1048  1090' 
October,  pp.  1136,  1208,  1322;  November,  p.' 


Road-making  material;    pp.    454,    537,    570,    609, 

938. 
Ross,   P.  H.   W. ;   American   merchant  marine; 

p.  413. 
Runyon,      H.      M. ;      manager     transportation, 

French- Alsatian  Potash   Society;    p.    125. 
Russell,   G.   T. ;   president  Troy,   N.   Y.,   Traffic 

Club;  p.  1164. 
Sadler,  T.   D. ;  American  merchant  marine;  p. 

414. 
Sagendorf,    R.    E. ;    misquotation    of    rates;    p. 

St.  Lawrence  waterway  project;  pp.  40,  414, 
514,  1199,  1267. 

Salt;  rates  on,  etc.;  pp.  743,  852,  1224. 

Scanlon,  J.  J. ;  why  a  merchant  marine? 
p.  468. 

Schaffenburg,  V.;  loss  of 'railroad  initiative;  p. 
372;  reductions  in  salt  rates,  p.  609. 

Scrap  iron  and  steel;  classification  of;  p.  20. 

Scrivener,  B. ;  the  Disque  rate  doctrine;  p.  284; 
why  a  merchant  marine?  p.  326;  Ford  and 
his  railroad,  p.  666;  misquotation  of  rates, 
pp.  835,  1162;  abolition  of  labor  board;  p.  902. 

Securities,  railroad;  petitions  for  permission 
to  issue  and  action  thereon;  pp.  10,  35,  38  40 
44,  48,  52,  68,  71,  82,  86,  92,  105,  112,  125,  13fl! 
140,  142,  177,  178,  180,  184,  186,  194,  198,  234, 
235,  244,  246,  252,  264,  280,  288,  290,  296  306 
318,  326,  334,  362,  382,  398.  430,  432,  436,  450 
452,  496,  508,  512,  516.  528,  556,  568,  574,  580,  630, 
670,  680,  682,  734,  750,  767,  769,  790,  830,  858, 
860,  877.  900,  908,  927,  952,  954,  976,  978,  982 
983,  984,  1001,  1010,  1012,  1020,  1056  1078, 
1110.  1124,  1143,  1149,  1150,  1153,  1155,  1166 
1214,  1228,  1260,  1276,  1292,  1294,  1308,  1320, 
1323,  1328.  1329,  1336,  1338,  1340,  1342,  1353, 
1359,  1368,  1376,  1382.  See  also  finance 
docket. 

Shandorf,  A.  J. ;  good  railroad  service;  p.  1321. 

Shepherd,  B.  R.;  Henry  Ford  and  his  railroad; 
p.  610. 

Shipbuilding;   p.   1066. 

Shipman.  M.  A.:  legislation  not  a  cure  for  rail- 
road ills;  p.  125. 

Shipper's  right  of  appeal;  p.   992. 

Shipping  act;  construction  of.  etc.;  pp.  76,  227. 
See  also  merchant  marine. 


SHIPPING    BOARD,    THE    U.    S. 

Advertising;     pp.     844,    1060. 

Allocation    of   vessels;    pp.    1060,    1066. 

American    shipping    force;    p.    326. 

Annual    report;    p.    1267. 

Attorneys;    payments   to;    p.    1325. 

Charges  against,  etc.;   pp.   271,   707,   892,   1064. 

Charter    plan    for    ships;    pp.     361      405      460 

549,    612,    660.    758,    1264. 
Claims;    pp.    77.    226.    227,    556,    707,    759,    894, 

944,  1008,  1066,  1108,  1202. 
Commission;       co-operation     with;     pp.     225, 

1186. 

Egyptian     cotton     trade;     pp.     121,     273,     759, 

1008.    1060.    1107. 
Emergency  Fleet  Corporation;   separation  of, 

from    board,    etc.;    pp.    703,    759,    760 
Finances;   pp.   162,   225,   361,   405.   406,   461,   509, 

510,    611,    892,    1066,    1107,    1201,    1214. 
Fleet    Corporation    inventory;    p.    844. 
Foreign    cargoes;    duties    on;    p.    227 
Foreign   ships;    pp.    842,    1003,    1107. 
Freights  and  charters;   pp.  21,   75,  121. 
German   vessels;    sale   of,   etc.;    pp.    167.    227 

459.    461.    509,    660. 

Hague    rules;    pp.    943.    1062,    1105,    1152. 
Hog   Island    ship    yard;    p.    1010. 
Idle    ships;    p.    1267. 
International      mercantile      marine      inquiry; 

pp.    550,    707.    758,    1325. 
Labor    troubles,    etc.;    pp.    163,    226,    549,    846. 

1270.     1325. 

Lakes;  package  freight  on;  p.   77. 
Lasker.   chairman;   address  at  Milwaukee   on 

merchant    marine;     p.     1265. 
Leviathan,   the;   pp.    659,   707,    1010,    1108. 
Lumber;    export   trade;    p.    1066. 
Merchant   marine  act;    pp.    612,    660.    703,    757, 

944.    1060,    1062. 
Merrill,    R.    T. ;    talk    on    export    market;    p. 

1004. 
Ocean    freight    rates;    pp.    122.    226.    405.    460, 

608.    614,    658,    894,    944.    1006.    1200.    1324. 
Personnel   and  organization:   pp.   77,    120,   275, 

361.    509.    612,    657,    707,    758.    846.    943,    944. 

1006.    1107. 
Railroad-steamship       contracts;        pp.       1003, 

1105,    1107.    1197. 
Rates;    control   of;    p.    1267. 
Sale    of    ships;    pp.    551,    894.    944,    1108.    1152, 

1202. 

Shipping  problem;    study   of,    etc.;    p.    117. 
Pteel   ships  tied  up.   for  sale,   etc.;   p.   707. 
Tonnage   prices:    pp.    208.    760.  '842.   1004. 
U.    e.    Mail   S.    S.    Co.    contract;    pp.    227,    509. 

707. 
Wooden   shiDS:   sale  of.   etc.;   pp.   77,   272.   407, 

659.   704.   1108.   1264,    1267. 
Wool   and  mohair;  rates  on;  pp.   1201.   1269. 


SHIPPING    DECISIONS. 

Agent  making  charter  is  liable  as  charterer; 
Mazza  vs.  White  Engineering  Co. ;  Statha- 
tos  &  Co.,  Ltd.,  vs.  International  Freight- 
ing Corporation  (Fed.  Ct.);  p.  1056. 

Ainesworth  Coal  &  Iron  Co.  vs.  t.  G.  O. 
(Md.);  p.  465. 

Araby  vs.  Dyer  (.Fed  Ct.);  p.  1056. 

Armsby,   J.   K..   Co.  v.   Actieselskabet  Damp- 
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Island;    ship   liable   for  damage   t 
citrgo  without  bill  of  lading;  etc.:  p.   123. 
KiMwIn    Shipping    Co..    Inc..    vs.    S.    P.    Co 

(l-Vil.   Ct.);  p.  896. 

Breakdown   daus.    .hiniii-or  entitled  to  off 
hire:  tin    Vn.    \l  uu;  (!»•  War  Lark;  Sun 
vs.   Strlck  Line   (Fed.   Ct.);   p.   833. 
Canute    S.    S.    Co.,    Ltd..    vs.    Diamond    Fue 

Co.   (Fed.  Ct.);  p.  466. 
Cnvalllotls  vs.  La  Fonclere  de  France  et  De 

Colonies  .•!   :il.    i  1-Vd.  Ct.);  p.  368. 
charter  party  held  not  expressly   to  author 
Ize    charterer   to   collect    freight;    Aktlesel 
skabet    Bruusgaard   vs.   Standard   Oil   (Fed 
Ct.;;    p.     1056. 

•  'oiiimis.sion  on  Interrogatories:  common 
UHage  In  admiralty  requires;  The  Sun  (fed 
Ct.);  p.  37. 

Cotton;  proper  measurement  of;  Barbe 
Sti'Minahlp  Lines.  Inc.,  vs.  N.  P.  Sloan  Co 
(Fed.  CU;  p.  896. 

Delivery  of  goods  admitted  by  bill  of  lading 
to  have  been  received;  vessel  must  make 
Scott  vs.  W.  R.  Grace  &  Co.  (Fed.  Ct.);  p 
1212. 

Demurrage;    Implied    promise    by    consignee 
accepting  cargo,  to  pay;  Yone  Suzuki  et  al 
vs.    Central    Argentine    Ry.    Co.    Ltd.    (Fed 
Ct.);  p.  1111. 
Diamond  Fuel  Co.,  Inc.,  vs.  Compagne  Xavl- 

gazlone  Sola  Y  Aguar  (Fed.  Ct.);  p.  466. 
Distilleries    Chemical    Supply    Co.,    Inc..    vs 
Williams  S.  S.  Co.  et  al.   (Fed.  Ct.);  p.  123 
Grace.  W.  R.,  &  Co.  et  al.  vs.  Hansen  (Fed 

Cl.c   p.   508. 
Qrlmwood  et  al.  vs.  Munson  S.  S.  Line  (Fed 

Ct.);  p.  466. 

Harter  act;  owner  invoking  protection  of  has 
burden    of   proof;    the    Fort    Morgan    (Fed 
Ct.);  p.   943. 
Hellenic   Transport    S.    S.    Co.    vs.    A.    McNei 

&  Sons  Co.,  Inc.  (Fed.  Ct.);  pp.  465.  466. 
Hogarth     Shipping     Corporation,     Ltd.,     vs 

Texas  Co.  (Sup.  Ct.);  p.  174. 
Insurer,  marine  paying  damages,  subrogated 
to  shipper's  right  of  action  against  it 
the  Viking;  Petrol  Traffic  Co.  et  al.  vs 
Providence-Washington  Ins.  Co.  (Fed.  Ct. .; 
p.  37. 

Intervention    not    denied    for    noncompliance 

with  rules  of  procedure,  etc.;  Cavalllotis  vs 

La    Fonciere    de    France    et    Des    Calonica 

et   al.    (Fed.    Ct.);    p.    368. 

Letter  held  notification  of  signing  of  charter 

party;  Aaby  vs.   Dyer  (Fed.  Ct.);  p.  1056. 
Liability      for     non-delivery      under     charter 
party;  Gans  S.   S.   Line  vs.   Wilhelmsen  et 
al. ;   The   Themis    (Fed.   Ct.);    p.    1211. 
Liability;     owner    of    chartered    vessel    pri- 
marily liable  for  damages  to  cargo  due  to 
unseaworthiness;    The    Lake    Allen     (.Fed. 
Ct.);    p.    1012. 

Lien  on  vessel  for  failure  to  take  on  cargo 
created  by  part  performance  of  contract 
of  affreightment:  Osaka  Shosen  Kaisha  et 
al.  vs.  Pacific  Export  Lumber  Co.  (Fed. 
Ct.);  p.  368. 

Liens  of  ship  and  cargo  are  not  necessarily 
always  reciprocal;  The  Saigon  Maru;  Oska 
Shosen  Kaisha  et  al.  vs.  Pacific  Export 
Lumber  Co.  (Fed.  Ct.);  p.  368. 
Lighter;  one  hiring  lighter  to  another  for 
transportation  of  cotton,  not  liable  as  car- 
rier: Bashinsky  Cotton  Co.  vs.  Sunset 
Lighterage  Corporation  et  al  (Fed.  Ct.): 
p.  80. 

Lighterage  charges;  consignee  not  held  liable 

to  shipper  for  a  failure  to  furnish  docking 

facilities;    Gottesman    et    al.    vs.    Furness, 

Withy   &  Co.,   Ltd.    (N.   Y.);   p.   80. 

Lucking    vs.    Detroit    &    C.    Nav.    Co.    (Fed. 

Ct.);   p.  508. 

Lutz  vs.  Douglass  et  al.  (Fed.  Ct.);  p    557 
Melnnes,     Charles     E.,     Ins.,     vs.     Equitable 

Trust  Co.  of  N.  Y.   (N.  Y.);  p.  557. 
Open   commission;    libelant,    foreign    govern- 
ment, not  entitled  to;  The  Sun  (Fed.  Ct.); 
p.  37. 

Penn   Builders  and  Supply   Co.   vs.    Braeburn 
Steel    Co.;    charterer    not    liable    for    sink- 
ing of  boat   (Fed.   Ct.);   p.   1012. 
Peters  vs.  Rohrman  et  al.   (fed.  Ct.) ;  p.  123 
Peters  vs.  Taulane  et  al.   (Fed.  Ct.);   p.   228. 
Romney    S.    S.    Co.,    Ltd.,    vs.    A.    McNeil    & 

Sons  Co.,  Inc.   (Fed.  Ct.);  p.  466. 
St.    Johns.    X.    F..    The;    bill   of   lading    held 
not  negotiable  instrument,  etc.   (Fed    Ct.); 
p.   228. 

Seaworthiness;  charter  demise  carries  im- 
plied warranty  of;  The  Jungshoved  (Fed. 

Seaworthiness;  freight  boat  held  unsea- 
worthy  by  reason  of  syphon  for  discharge 
of  water;  The  Viking:  Petrol  Traffic  Co.  et 
al.  vs.  Providence-Washington  Ins.  Co 
(Fed.  Ct.);  p.  37;  fact  that  coal,  increasing 
draft,  was  taken  on  at  intermediate  port 
held  Immaterial:  same;  that  boat  passes 
inspection  not  conclusive;  game. 

Stowage,  negligent;  carrier  liable  for;  Toyo 
Kisen  Kaisha  et  al.  vs.  Willitts  et  al.  (Fed. 

Sugar,  damage  to,  held  due  to  Improper 
dunnage;  The  Tabor  (Fed.  Ct.);  p.  1012 

Verbal  agreement  for  charter;  Am.  Hawaiian 
S.  S.  Co.  vs.  Willfuehr  et  al.  (Md.);  p.  833 

Western  Counties  Shipping  Co.,  Ltd.  vs  A. 
.MrXcil  &  Sons  Co.,  Inc.  (Fed.  Ct.);  p.  466. 

Shipping  terms,  clear;   p.  1109. 
Shipping  tonnage  of  the   world;   p.    610. 


Shoemaker,    R.    C.  ;    seals   on    freight   earn;    p 

Short   lines;   rates,  etc.;   pp.   S48,  566,   724,   984 

1U3. 

Simmon*.  Ray;   good   railroad  service;   p.   1216 
Smith,   W.   P.;   consolidated  tariffs;  p.   41. 
Southeastern   rates;   p.   232. 
Southern  Traffic  League;  p.  636. 
Southwestern    Industrial    Traffic    League;    pp 

647,   858,   993. 
Spooner,    C.    T.  ;    president    Industrial    Trafli 

Club  of  Portland,   Ore.;   p.   46. 
"Sporadic"   movement;   p.    1353. 


.  . 

Starks,  C.  M.  ;  perfect  package  month;  p.  966 

State   rates;    control   of;   pp.    17,   161,    210,  241 

284,   346,   369,   537.   628,   653.   697.   718,   728,  751 


.         ,         .         .         ,         , 

831.    873,    887,    889,    928,    992,    993,    1041,    1101 

1143,    1205.    1253.    1305,    1306,    1317    (railroad 

nnswer    Thome),    1353,    1361. 
State    rates   under   Ex   Parte    74;    pp.    48.    169 

246.   454.  538,   660,   596.   605,   700,   756,   784,   834 

873,    889.    928,    932,    983,    1056,    1104,   1209,    1260 

1307,    1374. 
Statistics   of   carriers;    pp.    653.    763,    1282    (fo 

1920). 
Steamship      companies;      guaranty      for      six 

months   after  federal   contrbl;    p.    117. 
Steamships;  agreements  with  by  common  car 

Hers;   pp.   76,   1197.   1368. 
Stcbbings,  A.   W.  ;  misquotations  of  rates;   pp 

958,   1162. 
Stillwell,    L.    B.  ;    testimony    before    Cummins 

committee;   p.   24. 
Storage  rules;  p.  985. 
Strike,  railroad;  pp.   641,   652,  696,  710,  765,  809 

813,  814,  815,  823,  825,  827,  846,  882,  883,  933 

934,  977,  993,  1033. 
Sugar;  rates  on,  etc.;  pp.  29,  73,  462,  512,  734 

746,  1051,  1054,  1143,  1327. 


SUPREME   COURT,   U.   S.,   DECISIONS. 

American   Creosoting  Co.   case;   C.   R.   R.   o 

N.  J.  et  al.  vs.  U.  S.   A.  et  al.;  creosoting 

in  transit;  pp.   1033,   1039,   1185,   1186. 
American     Hardwood     Lumber    Ass'n    case 

stabilization  of  prices;  p.  1305. 
Car  distribution;  discrimination  in;   P.   R.  R 

vs.  Isaac  C.  Weber;  p.   983. 
Creosoting  in   transit;   C.   R.   R.   of  N.  J.   et 

al.  vs.  U.  S.  A.  et  al.  ;  American  Creosoting 

Co.   case;   pp.    1033,    1039,   1185,   1186. 
General  -Order  No.    18   upheld;    A.    &   V.   vs 

Smith  Journey;  venue  of  suits;  p.  983. 
La.  &  P.  B.  Ry.  vs.  U.  S.  ;  sufficiency  of  evi- 

dence to  support  I.   C.  C.  findings,  etc.;  p 

1328. 
N.   Dakota  rate  case;   state's  application  for 

injunction  denied;   p.  784. 
Pipe   line  companies;   Eureka   Pipe   Line   Co 

vs.  Hallanan;  United  Fuel  Gas  Co.  vs.  Hal- 

lanan;   p.    1260. 
Tap   line   divisions;    La.   and   Pine   Bluff  Rv. 

Co.  vs.   U.   S.;  p.   983. 
Weber   vs.    P.    Co.;   jurisdiction   of   Commis- 

sion over  car  distribution;  p.   1328. 


Suspension;    period    of;    p.    992. 

Button,     E.     Guy;     sand,     gravel,     and     stone 
traffic;    p.    609. 

Tariff   rules;    pp.    178,    279. 

Tariffs,    consolidated;    p.    41. 

Tax  on  transportation;  pp.  32,  92.  182,  192  234 
265.  304,  358,  392.  432,  468,  496,  537  544  618 
653.  698,  760,  975,  1058,  1136  (repealed),  1184 
(ruling  of  Treasury  Department),  1242. 

Taxes,  railroad;  p.  954. 

Taylor,    H.   L.;   good  will   for   the   railroads;    p. 

Telephone   consolidation;    pp.    40,    512,    616,    958 

1076,    1136,    1282,    1342. 
Telephone  revenue;  pp.  198,  365,  604,  1113,  1282. 


TENTATIVE    DECISONS    OF    I.   C.  C. 

A.   and  C.   Mill  Co.   vs.  A.   &  R.  et  al. ;   case 

11982:  cedar  shingles;  p.  313. 
Abrasive  Co.   vs.   G.   T.   of  Can.   et  al.;   case 

11528;  rate  on  Canadian  shipments:  p.  546. 
Agate    Product?    Co.    vs.    Director    General' 

case  12340;  agate  boulders;  p.  599. 
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12751;    insecticides;    p.    1358. 
Swift  &  Co.   vs.   A.   T.   &   S.  F.   et  al;   case 

12648;    meat   and   poultry;    p.    599. 
Swift    &    Co.    vs.    C.    B.    &    Q.    et    al. ;    case 

12537;    eggs;    p.    880. 
Swift  &  Co.  vs.  Director  General;  case  12311; 

fertilizer;   p.   220. 
Swift    &    Co.     vs.     Director    General;     case 

12314;   switching  at   Atlanta;   p.    702. 
Swift  &  Co.  vs.  Director  General;  case  12316; 

fresh   meat,   etc.;   p.    502. 
Swift  &  Co.  et  al.  vs.  Ft.  W.  &  D.  C.  et  al.; 

case  11935;  reparation;  p.   1038. 
Tallulah  Cotton   Oil  Co.   vs.   A.   &  V.   et  al; 

case  11770;  cork  waste;   p.  880. 
Texas   Pipe   Line   Co.    vs.    Director   General; 

case  12036;  iron  pipe;  p.   749. 
Texas    State    Highway    Dept.    vs.    B.    &    O. 

et  al. ;   case  12698;   motor  trailers;   p.   1245. 
Texas  State  Highway  Dept.  vs.   C.   B.   &  Q. 

et  al.;  case  12972;  black  powder;  p.  1246. 
Texas  State  Highway  Dept.  vs.  C.  &  N.  W. 

et  al. ;  case  12879;  truck  chassis;  p.  1192. 
Texas   State  Highway  Dept.  vs.   P.   C.   C.   & 

St.    L.    et   al. ;    case   12649;    dump   cars;    p. 

1038. 
Tribune.    Inc.   et   al.   vs.   B.   A.    &   P.   et  al.; 

case   12010;   newsprint   paper;   p.    352. 
Trice,    V.    G.    vs.    L.   V.    et   al.;    case    12638; 

fresh  milk:  p.  927. 
Tuffli  Bros.  Pig  Iron  &  Coke  Co.  vs.  Director 

General   et   al. ;    case   11804;'   coal;    p.    70. 
Tutwiler  &  Brooks  vs.  Southern  et  al.;  case 

12384;    pig    iron;    p.    453. 
United   Paperboard   Co.   vs.   C.    &   A.    et  al. ; 

case  11851;   straw;  p.   219. 
United  Paper  Board  Co.  vs.  L.  E.  &  W.  et 

al. ;  ease  11879;   straw;  p.  218. 
United   Paperboard   Co.,    Inc.   vs.    Southern; 

case  11656;  straw;  p.   117. 


United  Paper  Board  Co.   v».   T.   St.   L.  &   W. 

et  al.;  case  11865;   utraw;  p.  218. 
Vlckers    Petroleum    Co..    Inc.    v«.    A.    T.    & 

S.  F.  et  al.;  cane  12863;  petroleum  distillate; 

p.    702. 
Vlckers  Petroleum  Co.   vs.   A.  T.  &  8.   F.   et 

al.;    case    12414;    gas    and    refined    oilt;    p. 

1192. 
Victory  Window  Glass  Co.  vs.  A.  O.  &  S.  F. 

et  al.;  case   12834;  silica  aand;   p.   1246. 
Waggoner    and    Gates    Milling    Co.    VB.    Mo. 

Pac.;  case  12413;  flour  and  bran;  p.  827. 
Wagner  &  Steiner  VB.  Mo.  Pac.  et  al.  ;  case 

10683;  crude  oil;  p.  261. 
Walrath  and  Sherwood  Lumber  Co.  «t  al.  vs. 

N.   Y.   C.   et  al.;   cafe  12696;   coal;   p.   1357. 
Walsh   Fiw  Clay   Products  Co.   vs.   C.   &   A. 


Was 


et  al.;  vase  12167:  fire  clay:  p.  351. 
Walsh   Fire  Clay    Products   Co.   v».   C.   &   A. 

et  al.;   case  12216;   fire  clay;  p.   351. 
Walsh  Fire  Clay  Products  vs.  Director  Gen- 

eral;  case  12155-;  ctay,   brick,  mine  props, 

etc.;   p.   701. 
\Varren  Oil  Co.  vs.  C.  &  A.  et  al.;  case  12769; 

fuel    oil;    p.    1357. 
Wasatch  Coal  Co.  et  al.  vs.  Director  General; 

case   12325;   complaints   not   properly   filed; 

p.   269. 

Washington     Manufacturing     Co.     vs.     Ore.- 

Wash.  R.  R.  &  Nav.  Co.;  case  12735;  tran- 

sit credits  on  lumber;  p.  1141. 
W.  Ala.  Lumber  Co.  vs.  A.  &  V.  et  al.  ;  case 

12815;  insufficient  evidence;  p.  1192. 
West   Coast  Grocery   Co.  «t  al.   vs.   Director 

General;  case  12241;  dried  fruits;  p.  74». 
Western  Grain  Co.   vs.   L.  &  N.   et  al.;  case 

12342;   blackstrap  molasses;  p.   598. 
Western  Live  Stock;  ca»e  12146;  p.  113. 
Western  Newspaper  Union  vs.  A.   &  St.   L, 

case    12101;    stereoty|>e   plates;    p.    217. 
Western  Petroleum  Refiners'  Assn.  vs.  A.  & 

R.    et   al.;    case   11693;    storage   on    Inflam- 

mables;  p.   217. 
W.  Ky.  Coal  Bureau  vs.  L.  &  N.  et  al.;  case 

11999;    coal;    p.    217. 
W.   Va.   Metal   Products   Co.   vs.   B.   &  O.   et 

al.  ;    case    12137;    brass    sheets,    rods,    etc.: 

p.   313. 
W.    Va.    Pulp    and    Paper    Co.    vs.    Director 

General;   case   12295;   broken   limestone;   p. 

351. 
W.    Va.    Rail   Co.    vs.    B.    &    O.    et   al.;    case 

9784;  iron  and  steel  rails;  p.  982. 
Wichita  Northwestern  vs.  C.  R.  I.  &  P.  and 

Mo.   Pac.;   case  12004;  divisions;   p.   70. 
Williams  &  Co.  vs.  C.  R.  R.  of  N.  J.  et  al.: 

case  12303;  canned  tomatoes;  p.  218. 
Wilson    &    Co.    vs.    Director    General;    case 

12062;   ice;   p.   314. 
Wilson  &  Co.,  Inc.,  of  Okla.  vs.  N.   C.  &  St. 

L.  et  al.  ;  case  12598;  hogs;  p.  880. 
Wilson  &  Co.,  Inc.,  of  Tenn.  vs.  A.  T.  &  S. 

F.  et  al.;  case  12247;  cocoanut  oil;  p.  399. 
Wimsatt.   W.    A.    vs.    B.    &    O.    et   al.  ;    case 

li.i<.4:  lumber;  p.  927. 
Wisconsin  Dairy  Products  Co.  vs.  A.  C.  &  Y. 

et  al.  ;   case   12245;   condensed  milk:  p.   749. 
Wisconsin   Dairy  Products   Co.   vs.   C.   M.    & 

St.  P.;  case  12206;  cans;  p.  547. 
Wofford  Oil  Co.  vs.  H.  &.  B.  V.  et  al.;  case 

12324;  gasoline;  p.  218. 
Wofford   Oil   Co.    et  al.:   vs.   N.   O.   &   N.   E. 

et  al.;  case  12374;   petroleum;  p.   269. 
Wyandotte,    Terminal   R.    R.  :    allowances   to 

short  lines  serving  industries;  I.  &  S.  414; 

p.   1245. 

Third  section;  Swift  Lumber  Co.  vs.  F.  &  G.  ; 

legality  of  order  of  commission  questioned; 

p.  1359. 
Tietsort,   F.  J.  ;  Henry  Ford,  miracle  man;  p. 

513. 
Traffic:   the  evolution  of;   by  W.  A.   Dunnett: 

p.  666. 
Traffic;    movement    of,    etc.;    pp.    82,    126,    222, 

236.   412,    568,    656,   1056. 
Traffic;    origination   of;    by   class    1   roads;    p. 

65. 

Traffic  club;  list  of:  p.  1172. 
Traffic  schools;  p.  628. 
Train  control  devices;  p.  65. 
Train  service  costs;  pp.  142.  776. 
Transcontinental    Freight    Bureau;    investiga- 

tion of;  pp.  1272,  1336. 
Transcontinental    rates;    pp.    29,    73,    167,    177, 

210,  356.   430,  461,  603,  607.   657,  698,  877,   935. 

1049,    1098,    1168,    1201,   1240. 
Transportation    division,    Bureau    of    Foreign 

and  Domestic  Commerce;  p.  510. 
Trucks,  motor;  pp.  177,  593,  748,  832,  920,  946, 


. 
Tuttle,    R.    L.  ;   loss  of   railroad    initiative;    p. 

127. 
Unemployment   conference;    pp.    449,    554,    593, 

616,  651.  710,  772,  826,  1306. 
Uttermark,  A.  L.;  Henry  Ford  and  high  rates; 

p.  610. 
Valuation  legislation,  reports,   etc.;  pp.  44,  86, 

112,  154,  216,  282.   322,   355,  382.  416,   574.  832, 

850,  948,  995,  1002,  1040,  1045,  1076,  1100,  1122, 

1224,  1244,  1319,  1327. 
Values;  rates  based  on;  p.  132. 
Vegetables;    rates    on,    etc.;    see    fruits    and 

vegetables. 
Vogl,  A.  L.  ;  notice  in  case  of  loss  or  damage; 

p.  1274. 
Wases  and  working  rules;   pp.   7,   65,   94,   130, 

252,  280,  304,  345,  376,  450,  554,  605.  616,  652. 

765,  819.  826.  885,  904,  919.  934,  935,  936,  977, 

996.  1049.  1104,  1149,  1150,  1210,  1220,  1259 

1260,  1274,  1316,  1354.   See  also  "Labor 

Board"  and   "Rates." 
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Wallace.  John  F.;  testimony  before  Cummins 

Committee;  p.  24. 
Warren,    M.    D. ;    opposes   rate    reductions;    p. 

1048 
Waste  Merchants'  Assn.  of  N.  Y.  vs.  Director 

General  et  a!.;  appeal  to  Supreme  Court;  pp. 

1241,  1260. 

Water,   carriers  by;   reports  by;   p.   227. 
Waterways;    use   and   development   of;    pp.    9, 


40,   305,   362,    987,   1074,    1088,   1166,   1241,   1269. 
Waybills;  colors  for;  p.  1109. 
Weighing    of   freight;    report    of    N.    I.    T.    L. 

Committee;  p.  989. 
Western    grain    rate    case;    pp.    353,    409,    455, 

503    873,  875,  882,   1045,   1096,   1147,   1203,   1247,, 

1316,  1360. 
Western  live  stock  case;   p.  284,   347   (decision 

of  I.  C.  C.),  345,  528,  570,  932,  977,  997. 


White,  J.  W. ;  discussion  of  rate  revision;  p. 
130. 

White,  W.  W.;  poor  business  policy  of  car- 
riers; p.  44. 

Who's  Who  in  traffic;  Commissioner  Lewis; 
p.  248. 

Wire   companies;    regulation   of;   p.   992. 

Wool;  rates  on,  etc.;  pp.  177,  790,  927. 


Bind  Them  Up 


Hundreds  of  Traffic  World 
subscribers,  appreciating  the 
value  of  the  publication  as  a  per- 
manent reference  work,  have  their 
copies  permanently  bound  in  book 
form. 

Our  charge  for  doing  this  kind 
of  work  is  only  $1.75  net  per  vol- 
ume, and  we  do  it  right,  a  good 
quality  of  law  buckram  being 
used,  and  the  volumes  being 
properly  marked  in  gilt  letters  on 
red  and  black  leather  labels. 


The  Traffic  Service  Corp'n 

418  Sooth  Market  Street 
CHICAGO 


Statistics 


Some,  because  they  do  not  know  of 
their  existence,  others  because  they 
cannot  afford  it  or  do  not  care  to  carry 
book  shelves  containing  the  bound  vol- 
umes, deprive  themselves  of  desired  in- 
formation, such  as,  for  instance,  Rail- 
road Earnings,  Tonnage,  Mileages,  etc., 
volume  of  grain  or  other  shipments 
from  specified  areas,  extent  of  Imports 
and  Exports  of  certain  commodities  and 
tariffs  applying  on  same,  Revenue  Sta- 
tistics of  the  Treasury  Department,  etc., 
etc. 

Our  Statistician  can  meet  your  wants 
in  this  direction. 

"AT  YOUR  SERVICE" 


SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 
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Illustration 
This  Car  Record 

THE  TRAP 

Af  t  »Ti  |^T  i-M-i       THAT  IS  ALL  IT  WILL  COST  YOU  TO  KEEP  A  RECORD  OF  YOUR  CARLOAD 
^-^  *—  1  1^1     M         SHIPMENTS   IF  YOU  USE  THE  CAR  RECORD  BOOK  ILLUSTRATED  BELOW 

CAR     RECORD 

CAR     RECORD 

-  —  [-JITI  rr  |  in  | 

z 

i 

2 

j 

i 

ot  Car  Record  (reduced)  .    The  actual  record  is  16H  inches  wide  when  open,  and  12  inches  from  top  to  bottom.    Capacity  1500  cars 
provides  a  complete  and  simple  record  for  cars,  and  is  a  positive  necessity  in  every  business  handling  carload  shipments. 
The  book  is  printed  on  good  ledger  paper  with  a  substantial  binding,  making  a  strong, 
serviceable  book  that  will  withstand  hard  usage.     The  price  is  $2.50,  postage  prepaid. 
FOR  SALE   BY 

TIC  SERVICE  CORPORATION,  418  So.  Market  St.,  CHICAGO,  ILL. 
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WHEN  YOU  WANT 


Traffic  Department  Forms 


LET    US    SUPPLY   THEM 


Among  Those  We  Carry  in  Stock  Are: 


2. 


3. 


4. 


7. 


The  Standard  Claim  Forms,  prescribed  by  the  Director 

General,    and    there   are    two    kinds,    Overcharge    and 

Loss  and  Damage,  at  the  following  schedule  of  prices: 

100  of  each  or    200  of  either  $2.00  delivered 

160  of  each  or    300  of  either    2.90  delivered 

200  of  each  or    400  of  either    3.75  delivered 

250  of  each  or    600  of  either    4.50  delivered 

600  of  each  or  1000  of  either    7.60  delivered 

A  Loose  Leaf  Claim  Record  Form,  punched  to  fit  a 
standard  6x9  post  binder  and  containing  detailed  In- 
formation as  to  the  claim.  Including  apace  for  proper 
closing  record,  and  an  easy  follow-up  scheme. 
Price:  100,  $1.00  200,  $2.00  300,  $2.60  600,  $4.00 
1000,  16.00 

Consignee'*  Affidavit  Covering  Shortage.  A  recognized 
form  for  use  by  consignee  when  there  Is  a  shortage  In 
carload    freight. 
Price:    $100,  $1.00       200,  $2.00       300,  $2.75       500,  $4.50 

Consignee's  Affidavit  Covering  Damage.  Similar  to 
the  form  described  above  and  at  the  same  schedule  of 
prices. 

Consignee's  Affidavit  Covering  Shortage  on  L.  C.  L. 
Freight.  Same  schedule  of  prices. 

Consignee's  Affidavit  Covering  Damage  on  L.  C.  L. 
Freight.  Same  schedule  of  prices. 

Bond  of  Indemnity  Form  for  use  In  presenting  claims 
not  accompanied  by  the  original  bill  of  lading  or 
freight  bill. 

Price:      100,    $1.00      200,    $1.75      300,    $2.75      500,    $4.50 
1000,   $8.00 

Concealed  Loss  and  Damage  Claim  Forms,  three  dif- 
ferent blanks: 

a—Concealed  loss  or  damage  form  for  use  of  Shipper, 
b — Concealed  loss  or  damage  form  for  use  of  Consignee, 
c — Concealed  loss  or  damage  inspection  reports. 
Price,   either  form,      100,  $1.00     200,  $2.00     300,  $3.00 
500,  $4.75      1000,  $9.00 

.     Shipper's   Export   Declarations.   U.   S.   Customs   Form 
7525,  T.   D.   38410.     For  shipments  to  Foreign  Coun- 
tries or  Noncontiguous  Territories  of  the  U.  S. 
100,    $1.00  500,   $5.00  1,000,    $7.50 


10      Standard  Forms  for  Carriers'   Use  In   Handling  Spe- 
cial Reparation  Docket  Claims. 

Price:       100,    $2.25      200,    $4.00      300,    $5.50      600,    $9.00 
1000  J15.00 

11.  Standard    Express    Claim    Forms,    for   use   In   nllng 
either  loss  or  damage  claims  with  the  Express  Com- 
panies.    The  use  of  these  standard  forms  will  ex- 
pedite the  handling  of  your  express  claims. 

Price:      100,   $1.25     200,   $2.25      300,  $3.00      600,   $4.76 
1000,  $9.00 

12.  In-bound   and    Out-bound    Detention    Record    Forms. 
Price,  either  kind:      100,  $1.00     200  $2.00     300,  $3.00 

500,  $4.75 

13.  Car  Order  Form.   An  accepted  form  for  use  In  order- 
Ing  cars  for  loading.    Retaining  carbon  copy  enables 
you  to  prove  your  contention  In  case  of  dispute. 
Price:      100,   $1.00      200,    $2.00      300,    $2.76      600,    $4.50 

14.  Bureau  of   Explosives   Package   Labels.     For  explo- 
sives, Inflammables,  acids,  fireworks,  etc.,  by  freight 
and  by  express.    Twelve  kinds. 

Price:  100,  $1.00  500,  $2.00  1000,  $3.00 

Be  sure  to  specify  kinds  wanted. 

15.  Forms  for  use  In  making  copies  of  freight  or  "ex- 
pense" bills.     Thoroughly  practicable,  complete  and 
convenient,  with  a  space  for  use  In  showing  what 
was  done  with  the  original. 

Price:      100,  $1.00     200,   $2.00      300,    $2.90     600,   $4.50 
1000,  $8.50 

16.  Car   Record    Book.    Having  space   for  date  shipped, 
shipper,  car  Initials,  car  number,  kind,  price,  ship- 
per's weight,  actual  weight,  pro  number,  freight  paid, 
date    arrived,    date    ordered,    time    placed,    time    re- 
leased, car  service  and  remarks.    Space  for  a  record 
of  1,500  cars.     Printed  on  good  ledger  paper  and  dur- 
ably bound.     Delivered,  Price:    $2.50. 

17.  Canadian    Customs    Invoices.      Form    "M,"    approved 
by   Canadian    Customs   for   goods   sold   by   Exporters 
prior    to    shipment.      Printed    according    to    the    new 
regulations  effective  January  1,  1922. 

100,  $1.75  500,  $5.50  1,000,  $8.50 


We  also  have  the  standard  bill  of  lading  forms.     Let  us  figure  with  you  on  your  next  supply. 

Prices  on  greater  quantities  of  any  of  the  above  quoted  on  application.  Forms  all  carried  In  stock  and 
orders  will  be  filled  Immediately  on  receipt,  the  prices  shown  all  being  delivered  one*. 

If  you  don't  want  any  of  these  forms  today,  file  this  price  list  away,  as  you  are  sure  to  need  some  next  week 
or  next  month. 


THE  TRAFFIC  SERVICE  CORPORATION 

418  South  Market  Street  CHICAGO,  ILLINOIS 
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A  Trip  To  Washington 


Takes  Time  and  Costs  Money 


WHY  TAKE  IT 

1 

WHEN 

The  Traffic  Service  Corporation 


with  its  intimate  knowledge  of  the 
various  Governmental  Departments 
will  serve  you  reasonably  and  well? 


RATE   COMPILATIONS  OR  COMPARISONS 

CLASSIFICATION  INQUIRIES 

STATISTICAL  OR  HISTORICAL  DATA 

ANY  SPECIAL  SERVICE 

WRITE  SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Owners  and  Publishers  The  Traffic  World 
505  COLORADO  BLDG.  WASHINGTON,  D.  C. 


.Inly   1',    I'X'I 


TH-E     TRAFFIC     WORLD 
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WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrl«on  8808 


100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rates  and  Particulars  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
139  South  Third  St. 

Pittsburgh 

1537    Oliver    Building 
Savannah,    Ga. 


New    York 
42    Broadway 
Mobile.  Ala. 

S.  W.  Cor.  St.  Francis  &  Water  Sta. 
Oakland,    Cal. 


Savannah   Bank   and  Trust   Bide.  Parr    Terminal 

Los    Angeles,    Cal.  Portland.    Ore. 

427    Van    Nuys    Bid?.  704    Title   &    Trust    Bid*. 

1103   L.   C.   Smith  Bide.,   Seattle,   Wash. 
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EATTCE 

TAGOMA  I 

PORTLAND 


Dependable 
Transpacific  Freight  Service 

REGULAR     SERVICE     O^aton,  ifnited"^""? Shlp'ping  Board.       FREQUENT     SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

*  Vessels  will  make  direct  call  if  offerings  j  ustif  y. 

SAILINGS  FROM  SEATTLE 

SS  CITY  OF  SPOKANE,  June  27      **SS  SILVER  STATE,  July  9     **SS  KEYSTONE  STATE,  July  30 

SS  EDMORE,  July  20  **SS  WENATCHEE,  Aug.  27 

**Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  I7J4  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  June  26     SS  ABERCOS,  July  22     SS  PAWLET,  August  30     SS  COAXET,  Sept.  14 

For  Sailing  Dates,  Rates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,    Vancouver, 
Portland,  San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


AMERICAN      OWNED     AND      OPERATED 


ADMIRAL  LINE 


AN  YWH  E  ON       THE 


PACIFIC        STEAMSHIP       COMP/ANY 


July  2.  1921 
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Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


Every  Tariff  in  its  place  at  the  right  time  saves  money. 
Can  you  afford  to  do  business  without  them? 


A  Letter  from  Another  Satisfied  Customer 


Mr.  r.  E.  Connett. 

Traffic  Manager.  Dyer  Packing  Co., 

Vlnoennea,  Ind . 

Dear  Slr:- 

le  have  your  klnd  faror  of  August  13th  with  reference 
to  letzel  Crop  Tront  Tariff  Tilea.  le  have  at  present  In' 
oonatant  oae  26  aeotiona  of  tola  tariff  file,  and  In  the  opinion 
of  tie  writer  It  la  the  beat  tariff  fila  In  use.  Thla  la  aleo 
the  opinion  of  our  numerous  rate  olerke  who  ara  oonatantly  u0isg 
same,  it  being  constructed  in  such  a  manner  that  your  tariff a  ara 
accessible  at  any  time,  it  Is  practically  duatproof .  ant  the 
tariffs  are  alwaya  in  flrat  class  condition* 

The  writer  waa  employed  by  the  Booth  Tlsherlee  for  eev- 
eral  yearn  and  at  my  suggestion  theaa  files  irere  Installed  in 
their  Tariff  Department  and  proTad  Tery  satisfactory. 

If  you  contemplate  patting  in  new  tariff  files.  I  feel 
aare  that  yea  would  be  pleased  with  the  fetzal  Tile,  and  assure 
you  that  they  have  oar  highest  recommendation. 
Yours  Tery  truly. 
»mo»  a  i 


— T' — Top  Section. 


-T2— T  a  r  1  ft  fllo 
Section  with 
24  —  2  inch 
Drop  Front 
Drawers. 


-T3 — T  a  r  I  IT  Die 
Section  with 
16  —  3  inch 
Drop  Front 
Drawers. 


-T5— S  I  I  A  i  n  8 
Shelf  8  e  c- 
tioii. 


_T4 — T  a  r  I  IT  Bl« 
Section  willt 
12  —  4  inch 
Drop  Front 
Drawers. 


_T6 — Two  -  drawer 

Storage  Sec- 
tion. 


-T7 — S  a  n  I  t  ary 
II  a  s  e  Sec- 
tion. 


A  Stack  of 
Wetzel  Drop  Front 
Tariff  File  Sections 

(Measuring  outside  45  in.  wide. 
57%  in.  high  and   13  in.  deep) 


A  Tariff  File  that  gives  100%  service  for  a  lifetime  is  a  necessary  and  paying  investment. 

Write  Today  for  Information 

P.  A.  WETZEL  COMPANY 


City  Salesroom: 

1351   Marquette  Building,   Chicago 


Telephone:  Central  2845 


General  Office  and  Factory: 
Springfield,  Illinois 
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LUCKENBACH  LINES 

Express  Freight  Service 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


New  York 
New  York 

Philadelphia 
New  York 


Hamburg 

Rotterdam       Amsterdam 

Amsterdam 


Rotterdam 


Philadelphia 

Mobile 
New  Orleans 


Port  of  Los  Angeles    San  Francisco 


Port  of  Los  Angeles     San  Francisco 


Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


GENERAL  OFFICES:  44  Whitehall  Street,  New  York 


CHICAGO,  Marquette  Building 

T.  J.  McGEOY 

General  Western  Freight  Agent 


MINNEAPOLIS,  Metropolitan  Life  Building 

C.  H.  DRINKWATER 

Northwestern  Freight  Agent 


Philadelphia 
Lafayette  Building 


Los  Angeles 
Central  Building 


St.  Louis 
Pierce  Building 


San  Francisco 
Merchants  Exchange 


Consolidated 
Machinery  Forwarding  Service 

A  carload  every  day,  Cincinnati  to  New  York,  Cincinnati 
to  Boston  and  Cincinnati  to  Philadelphia — and  other  con- 
solidations. Chicago  for  New  York  and  Philadelphia, 
and  Chicago,  Philadelphia  and  Cincinnati  for  Seattle, 
Portland,  Los  Angeles,  San  Francisco  and  points  adjacent 

is  effecting  decided  savings  every  day  for  machinery 
shippers  who  pay  the  freight,  and  who  pay  less  freight 
because  they  use  this  speedy,  satisfactory  service. 

Better  Get  In  On  This 


TJJAXS  cnxTixr.K  US-TOEGT 


Boston,  Old  South  BIdg. 
Buffalo.  Ellicott  Square 


TRANS  -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Consolidators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 

Time,  Trouble  and  Money.     Don't   hesitate. — Investigate — Write  for  paiticulars. 

General  Offices:    Chicago,  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  BIdg- 

Philadelphia,  Drexel  BIdg.  Cleveland,  Hippodrome  BIdg.  San  Francisco,  Monadnock  BIdg. 

Cincinnati,  Union  Trust  BIdg.  Los  Angeles.  Van  Nuys  BIdg.  Seattle,  Alaska  BIdg. 

Portland,  Ore.,  uth  and  Kearney  Sts. 

Write    the    Nearest    Office 
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TRAFFIC  WORLD  INDEX 

The  index  for  The  Traffic  World,  Volume  27,  Jan- 
uary-June, 1921,  will  be  mailed  to  subscribers  with  the 
July  9  number  of  this  magazine.  The  volume  is  larger 
than  the  one  for  the  preceding  six  months  and  covers  an 
exceedingly  interesting  period.  Subscribers  should  be 
on  the  lookout  for  the  index  and  preserve  it  for  binding 
with  the  copies  of  the  magazine. 


HELP  FOR  THE  RAILROADS 

For  the  reason  that  we  have  so  seriously  disagreed 
with  him  in  the  past,  we  are  especially  pleased  to  be  able 
now  to  endorse  the  position  taken  by  Alba  Johnson,  pres- 
ident of  the  Railway  Business  Association,  in  his  com- 
munication to  the  President  of  the  United  States  on  the 
railroad  problem.  Of  course,  Mr.  Johnson  is  selfish  in 
his  desire  that  the  Rea  plan  for  providing  cash  for  the 
railroads  be  adopted,  for  railroad  cash  means  expendi- 
tures for  the  things  in  the  sale  of  which  Mr.  Johnson  and 
his  association  are  interested.  But  everybody  is  more  or 
less  selfish,  if  his  motives  be  minutely  analyzed,  and 
mere  selfishness  is  not  to  be  criticized  unless  it  means 
the  desire  to  serve  self  at  the  expense  of  someone  else. 
If  self-service  means  also  the  public  good,  it  cannot  be 
denied  by  a  sneer.  In  this  case  we  think  it  means  just 
that.  Money  for  the  railroads — the  payment  in  cash  of 
money  that  is  fairly  due  them  and  the  funding  of  debts 
contracted  by  them  to  the  government  while  they  were 
under  government  control — means  not  only  help  for  the 
railroads  themselves,  but  help  for  those  who  have  things 
to  sell  to  the  railroads  and,  therefore,  for  business  gen- 
erally. It  means  help  for  the  government  also.  The 
government  is  supported  by  taxes — just  now  largely 
through  the  income  and  excess  profits  taxes.  If  business 
is  dull  the  tax  decreases.  If  business  revives  and  pros- 
pers the  tax  payments  grow.  Therefore,  the  govern- 
ment, from  its  own  point  of  view,  would  probably  be 


making  a  clever  business  move  if  it  appropriated  the 
money  necessary  to  make  the  deal  proposed  by  Mr.  Rea 
and  advocated  by  Mr.  Johnson.  The  money  would  come 
back  in  taxes. 

We  recommend  also  what  Mr.  Johnson  has  to  say 
about  the  practice  of  shippers  running  to  their  congress- 
men and  the  President  with  complaints  about  rates.  We 
have  had  some  things  to  say  ourselves  along  this  line. 
Nothing  is  more  needed  in  this  situation  than  the  knowl- 
edge that  the  Commission  alone  will  deal  with  rates,  ex- 
cept as  Congress,  after  finishing  the  investigation  now 
under  way,  may  see  fit  to  change  the  law. 


BRITISH  RAILROAD  BILL 

The  British  parliament  now  has  before  it  a  trans- 
portation bill,  which,  if  passed  substantially  as  drawn  by 
Sir  Eric  Geddes,  former  Baltimore  &  Ohio  brakeman, 
now  minister  of  transport,  will  establish  a  commission 
having  the  power  to  initiate  and  establish  rates,  force 
the  railroads  of  Great  Britain  into  six  large  groups,  es- 
tablish a  central  wage  board,  put  disputes  as  to  wages 
and  working  conditions  on  a  given  road  into  the  hands 
of  a  council  or  councils  on  that  road,  and  put  the  power 
into  the  minister  of  transport  to  issue  service  orders  and 
to  enforce  economy  by  joint  use  of  terminals. 

In  its  broadest  aspects  the  measure  closely  resem- 
bles the  Esch-Cummins  law,  which,  in  the  making,  was 
studied  by  a  commission  of  railroad  men  representing 
the  British  Board  of  Trade,  the  members  of  which  vis- 
ited the  United  States  about  a  year  ago. 

At  present,  rates  in  the  United  Kingdom  are 
made  by  the  railroad  companies,  observing  rates  made 
by  statute  as  maxima.  The  Railroad  and  Canal  Com- 
mission, which  has  a  limited  jurisdiction  over  rates  and 
practices  against  which  complaint  may  be  made,  is  not 
to  be  abolished,  but  the  new  commission  would  have  as 
great  power  over  the  establishment  of  rates,  in  the  first 
instance,  as  has  the  Interstate  Commerce  Commission. 
It  would  be  known  as  the  Rates  Tribunal.  It  would  be 
composed  of  a  permanent  legal  chairman — that  is,  a  law- 
yer—a  railroad  man,  and  a  shipper,  or  "trader,"  as  the 
British  call  a  shipper: 

The  new  group  companies  of  railroads  would  be  gov- 
erned by  boards  of  directors  of  twenty-one  members 
each.  Each  of  the  amalgamated  or  consolidated  com- 
panies would  have  at  least  four  directors,  "having  sub- 
stantial trading  interests  in  the  area  served  by  each 
group."  In  other  words,  there  would  be  shippers  on  the 
boards  of  directors  of  the  consolidated  transportation 
companies.  Consolidation  of  the  roads  would  be  obli- 
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AND    CONNECTIONS 


GULF,  MOBILE  & 

NORTHERN  R.  R. 

With  Fast  and  Dependable  Freight  Service 
operated  on  schedules  united  with  those  of 
connecting  carriers  and  providing  SECOND 
morning  delivery  BETWEEN  Jackson,  Tenn., 
Bells,  Tenn.,  New  Albany,  Miss.,  and  Mobile, 
Ala.,  and  New  Orleans,  La.,  the  GM&N 
offers  an  unexcelled  route  for  the  handling 
of  Foreign,  Coastwise  and  Domestic  traffic 
BETWEEN  the  East,  North  and  Middle 
West  and  Mississippi  Valley,  Gulf  Ports, 
Southwestern  Territory,  Mexican  border 
points  and  California  Terminals.  Shipside 
delivery  effected  on  Foreign  and  Coastwise 
traffic  at  Gulf  Ports,  inland  and  ocean  rates 
quoted,  bookings  made,  papers  handled,  AND 
FULL  INFORMATION  furnished  covering 
movement  of  shipments  from  point  of  origin 
to  final  destination. 

These  services  may  be  obtained,  without 
extra  cost,  by  routing  your  traffic: — 

Care  of  "GM&N" 

"The  Road  of  Service" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville. 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,   etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  hare 

General  Agents : 

°-  L  *»£•*•.  *•    Bullding.   Indianapolis,    Ind.               201    Mercantile    Building,   Cincinnati,    Ohio.  1210    Barclay    Bid*.,    New    York 

>   R«lsch   Building.   Springfield,   III.                                          337   Marquett*   Bide..   Chicago  728    Monadnock    Bldg.,   San    Francisco.    Calif. 

,  •'*    Arcade    Building.   St.    Louis,   Mo.                                     312    Park    Bldg.,   Pittsburgh,   Pa.  509  Wesley-Roberts  Bldg.,  Los  Angeles,  Calif. 

ItT  Railway   Exchange,  Kansas  City,  Mo.                                   41  Porter  Bldg.,  Memphis,  Team.  514  Colmaa   Bldg..  Seattle,  Wash. 
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:nul  \\<uild  be  brought  about  l>y  agrenm  ill  annmj; 
the  companies  not  later  than  June  30,  1922;  otherwise 
tin-  subject  would  be  referred  to  a  special  tribunal  for 
decision. 


LOSS  OF  RAILROAD  INITIATIVE 
Mr.  Otto  H.  Kahn  recently  said  that  the  railroads 
had  lost  energy,  push,  and  initiative  in  proportion  to  the 
iiu-rcase  in  the  powers  of  the  Interstate  Commerce  Com- 
mission. That  is  a  broad  statement,  perhaps,  but,  what- 
ever the  cause,  it  seems  at  least  to  be  a  fact  that  there  is 
an  increasing  disposition  on  the  part  of  railroad  traffic 
officers  to  rely  less  and  less  on  their  own  initiative  and 
more  and  more  on  the  elaborate  structure  of  executive, 
general,  district,  advisory  and  auxiliary  committees  that 
they  have  been  building  up.  The  scope  of  these  various 
organizations  has  now  been  extended  to  such  an  extent 
that  the  traffic  officers  of  the  various  roads  have  little 
actual  authority  even  in  the  matter  of  rates,  rules,  and 
regulations  on  strictly  local  business.  The  accepted  the- 
ory today  seems  to  be  that,  even  as  it  is  impossible  to 
drop  a  pebble  into  the  ocean  without  changing  infinites- 
imally  the  level  of  the  water,  so  it  is  impossible  for  the 
K.  Y.  L.  road  to  change  a  rate  on  sand,  brassieres,  corn 
plasters,  or  what  not  between  two  towns  in  the  state  of 
Maine  without  disastrous  effects  in  far  oft"  California. 
That  may  be  correct  theoretically,  but  in  actual  practice 
it  is  absurd,  and  if  the  railroad  traffic  officers  do  not  take 
heed  they  may  run  the  danger  of  being  reduced  to  a  lady- 
like state  of  innocuous  desuetude. 

It  is  axiomatic  that  there  can  be  no  effect  without  a 
cause  or  causes.  One  cause  is  perhaps  the  long  swing 
of  the  pendulum  from  the  old  wild  scramble  for  tonnage 
without  regard  to  revenue,  which  existed  to  a  greater  or 
less  extent  up  to  about  the  year  1906,  to  the  opposite 
extreme  of  caution  and  timidity  which  tends  toward  the 
rejection  of  propositions  for  reduced  rates  on  general 
principles  without  regard  to  the  merits  of  the  applica-. 
tions.  But  that  is  only  one  cause.  A  more  important 
one,  probably,  is  the  multiplication  of  the  rules,  regula- 
tions, decisions,  and  rulings  of  not  only  the  Interstate 
Commerce  Commission  but  the  various  state  commis- 
sions. These  are  so  numerous,  so  complicated  and  so 
conflicting  that  half  the  time  or  more  of  the  freight  traf- 
fic officers  is  taken  up  in  devising  means  of  living  up  to 
them  and  keeping  their  tariffs  and  classifications  in 
proper  shape.  From  this  springs  a  differentiation  of  the 
traffic  forces  so  that,  while  in  former  days  a  man  at  the 
head  of  the  traffic  department  knew  something  of  all  the 
various  phases  of  the  business,  today  we  have  the  "com- 
merce man"  whose  time  is  wholly  taken  up  in  collaborat- 
ing with  the  legal  department  in  the  cases  coming  up 
before  the  various  commissions ;  the  tariff  man,  who  con- 
fines his  operations  to  the  publication  and  distribution 
of  the  tariffs ;  the  officer  who  spends  his  time  attending 
the  various  meetings  of  the  freight  traffic  committees ; 
and  last,  but  not  least,  the  man  who  is  responsible  for 
getting  business. 

Now  see  how  it  works  out.  A  shipper  presents  a 
perfectly  good  application  for  reduced  rates  on  his  com- 
modity. It  goes  to  the  local  district  committee  and,  as 
the  members  are  mostly  men  more  or  less  familiar  with 


the  selling  end  of  the  business,  it  may  recommend  the 
proposition.  From  there  it  goes  to  the  advisory  com- 
mittee, the  training  of  whose  members  is  more  likely  to 
have  been  along  tariff  than  soliciting  lines.  Their  nat- 
ural disposition,  therefore,  would  be  to  look  at  the  mat- 
ter from  a  technical  point  of  view.  They  would  not  be 
particularly  concerned  with  the  question  as  to  whether 
or  not  the  granting  of  the  petition  might  result  in  new 
business  or  an  increase  in  tonnage,  but  rather  in  seeing 
that  they  did  not  recommend  anything  that  would  vio- 
late the  integrity  of  the  tariffs  or  be  likely  to  lead  to  still 
further  applications  for  changes  in  rates.  In  other  words, 
in  defending  the  existing  conditions  as  embodied  in  the 
tariffs  they  would  possibly  lose  sight  of  the  fact  that, 
after  all,  what  the  railroads  want  is  tonnage  rather  than 
tariffs,  and  that,  no  matter  how  apparently  perfect  the 
tariff  may  be,  it  is  only  as  sounding  brass  or  tinkling 
cymbals  if  it  will  not  move  the  freight. 

While  the  committee  theory,  in  the  handling  of  rail- 
road traffic  matters,  may  be  all  right  in  these  days  of  ul- 
tra-regulation, provided  it  is  not  carried  "ad  absurdum," 
and  while  undoubtedly  it  is  capable  of  producing  and 
does  produce  much  good,  the  freight  traffic  officers  would 
do  well  to  be  careful  not  to  divest  themselves  entirely  of 
their  powers  or  surrender  all  their  functions,  but  in  par- 
ticular to  retain  their  control  of  local  business  without 
regard  to  the  "pebble  in  the  ocean"  theory  or  the  vain 
search  for  uniformity.  Let  the  form,  harmony,  breadth, 
and  finish  of  the  tariffs  be  considered  secondary  to  the 
promotion  of  business,  the  developing  of  new  and  the 
increasing  of  old  tonnage.  Parenthetically,  though  the 
actual  figures  are  not  at  hand,  it  may  be  regarded  as  a 
safe  assertion  that,  owing  to  the  various  regulatory  bod- 
ies' requirements,  the  railroads  are  compelled  to  disburse 
more  money  for  tariffs  than  they  spend  for  obtaining 
business.  Yet  the  obtaining  of  business  and  handling  it 
properly  is  the  only  basic  reason  for  the  existence  of  a 
railroad. 


WAGES  AND  WORKING  RULES 

So  far  as  the  relations  between  the  railroad  corporations  and 
their  employes  are  concerned,  July  1  marked  the  most  important 
day  since  the  taking  over  of  the  roads  by  the  government.  Wage 
reductions  ordered  by  the  U.  S.  Railroad  Labor  Board  in  its  deci- 
sion No.  147  of  June  1,  and  in  an  addendum  to  that  decision  June 
25,  which  cover  practically  all  the  employes  on  the  class  1  roads, 
went  into  effect  July  1. 

The  action  which  the  labor  organizations  were  to  take  with 
regard  to  this  cut  was  to  be  determined  at  a  conference  of  their 
chief  executives  in  Chicago  on  the  day  the  cut  went  into  effect. 
At  the  same  time,  chairmen  of  the  so-called  big  four  brother- 
hoods and  the  maintenance  of  way  men  were  to  hold  separate 
meetings  in  Chicago.  Reports  of  matters  decided  at  these  meet- 
ings were  to  be  submitted  to  the  conference  of  executives. 

It  was  stated  at  the  headquarters  of  the  Railway  Employes' 
Section  of  the  American  Federation  of  Labor,  in  Chicago,  that 
a  referendum  vote  was  being  taken  to  determine  the  attitude  of 
the  workers  on  the  reduction  in  their  wages.  The  result  of  this 
vote,  it  was  said,  would  not  be  known  for  several  days.  The 
possibility  of  a  general  strike  has  been  rumored,  but  seems  not 
to  be  taken  seriously  by  the  railroad  executives,  members  of  the 
Labor  Board  or  by  the  labor  leaders.  B.  M.  Jewell,  president  of 
the  Railway  Employes'  Section,  expressed  the  belief  that  "with 
proper  co-operation  from  all  concerned,  including  the  railroads 
and  the  public,  all  our  troubles  can  be  settled." 

In  addition  to  being  the  executive  date  of  the  new  wage 
scale,  July  1  was  also  the  date  set  by  the  board  in  its  decision 
No.  119,  of  April  14,  for  the  abrogation  of  the  national  agree- 
ments, regarding  the  relative  fairness  or  unfairness  of  which  a 
controversy  had  existed  for  over  a  year.  These  agreements,  ne- 
gotiated between  the  employes  and  the  government  in  the  period 
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of  federal  control,  will  be  succeeded  by  agreements  negotiated 
between  the  railroad  corporations  and  their  employes. 

In  an  effort  to  expedite  the  negotiating  of  rules  and  working 
conditions  between  carriers  and  their  employes,  the  U.  S.  Rail- 
road Labor  Board,  June  28,  removed  an  obstacle  which  seemed, 
more  than  any  other,  to  be  hampering  these  negotiations.  In 
an  addendum  to  its  Decision  No.  119,  abolishing  the  so-called 
national  agreements,  effective  July  1,  the  board  ordered  that  all 
overtime  work  on  the  part  of  railroad  employes  shall  be  paid 
for  at  regular  rates  after  July  1,  on  roads  where  no  other  agree- 
ment has  been  reached. 

Board  members  are  disappointed  at  the  failure  of  many 
roads  to  arrive  at  agreements,  the  general  view  being  that  they 
are  being  made  at  a  much  slower  rate  than  had  been  expected. 
Because  of  the  fact  that,  from  appearances,  it  seemed  that  few 
of  the  railroads  would  be  able  to  put  into  effect  rules  and  regu- 
lations of  their  own  on  July  1,  the  board,  in  the  same  addendum, 
ordered  the  extension  of  the  national  agreements  on  such  roads 
as  had  not  arrived  at  agreements  on  that  date,  until  such  time 
as  agreements  have  been  reached  or  the  board  prescribes  rules 
for  application  on  individual  roads. 

In  explaining  its  position  with  regard  to  these  rulings,  the 
board  said: 

In  some  instances  the  carriers  and  the  employes  have  reached 
an  agreement  upon  all  rules.  In  a  considerable  number  of  instances 
there  remain  certain  rules  upon  which  no.  agreement  has  been 
reached,  while  in  others  conferences  have  not  as  yet  been  begun. 
Under  these  circumstances,  in  order  that  no  misunderstanding  may 
exist  or  unnecessary  controversy  arise,  it  .appears  necessary,  purely 
as  a  modus  Vivendi,  that  the  Labor  Board  establish  a  uniform  policy 
to  be  pursued  with  regard  to  the  undecided  rules  until  such  time  as 
it  is  possible  to  make  a  decision. 

In  the  available  reports  from  the  conferences  held  in  accordance 
with  the  direction  contained  in  Decision  No.  119,  it  is  found  that  the 
principal  rules  still  the  subject  of  dispute  are  those  governing  the 
payment  of  overtime.  The  Labor  Board  directs  as  follows,  effective 
July  1,  1921,  with  the  understanding  that  if  the  rules  promulgated 
by  the  Labor  Board  to  be  effective  July  1  are  more  favorable  to  the 
employes,  adjustment  in  compensation  due  the  employes  will  be 
made  by  the  carrier: 

1.  All    overtime,  in    excess    of    the    established    hours    of    service 
shall    be   paid    for  at  the  pro  rata  rate;    provided,    that    this   will    not 
affect    classes    of    employes    of    any    carrier    which    have    reached    an 
agreement    as    to    overtime    rates,    nor    classes    of    employes    of    any 
carrier  who   by   agreement  or   practice   were    receiving   a   rate    higher 
than  pro   rata  prior  to  the   promulgation  of  any  general  order  of  the 
United  States  Railroad  Administration  relating  to  wages  and  working 
conditions.     Inasmuch  as   this  board  has  not  as  yet  given   considera- 
tion to  any  dispute  on  overtime  rates,   this  order  should  not  be  con- 
strued to  indicate  the  final  action  and  decision  of  the  Labor  Board  on 
disputes  as  to   overtime   rates   which  have   been   or  may   be   referred 
to  the   board. 

2.  In   lieu    of  any   other   rules   not   agreed    to   in    the    conferences 
held   under  Decision  No.   119,    the   rules  established   by   or  under   the 
authority  of  the  United  States  Railroad  Administration  are  continued 
in   effect  until   such   time   as   such   rules   are   considered   and   decided 
by  the  Labor  Board. 

Status  of  General   Office  Clerks 

An  additional  ruling  which,  in  effect,  says  that  the  majority 
of  any  craft  on  any  road  shall  negotiate  for  that  craft,  and  not 
that  a  majority  in  any  locality  may  seek  its  own  rules  and  reg- 
ulations with  the  carrier  corporation,  was  given  out  by  the 
board,  June  29.  The  question  arose  in  several  localities  where 
the  employes  in  the  general  offices  of  various  carriers  sought 
to  negotiate  agreements  separate  from  those  being  negotiated 
by  the  Brotherhood  of  Railway  and  Steamship  Clerks,  Freight 
Handlers,  Express  and  Station  Employes,  which  organization 
included  a  majority  of  the  clerks  employed  by  these  carriers. 
The  general  office  clerks  contended  that  their  duties  differed 
radically  from  those  of  other  clerks  and  that  therefore  they 
should  represent  a  separate  craft. 

The  board  denied  this  right  to  the  general  office  employes, 
holding: 

The  employes  in  the  general  office,  now  covered  by  existing  agree- 
ments with  the  Brotherhood  of  Railway  and  Steamship  Clerks,  Freight 
Handlers,  Express  and  Station  Employes  do  not  constitute,  within 
the  meaning  of  principle  15  of  Decision  No.  119.  a  craft  or  class 
separate  and  different  from  other  employes  in  clerical  and  station 
service.  They  should,  therefore,  be  included  within  the  agreement 
to  be  made  between  the  carrier  and  the  organization  representing  the 
majority  of  the  employes  in  clerical  and  station  service.  This  de- 
rision will  not  operate  to  prevent  the  exclusion  of  the  personal  office 
force  and  confidential  positions  in  the  general  offices  from  the  applica- 
tion of  the  agreement. 

Wage  Cuts   Extended 

Addendum  No.  1,  issued  by  the  U.  S.  Railroad  Labor  Board, 
June  25,  extended  the  wage  reductions  specified  in  the  board's 
decision  No.  147  over  92  additional  railroads.  The  reductions 
are  identical  in  amount  with  those  contained  in  the  original 
decision  and  go  into  effect  simultaneously  wjth  them,  July  1. 
Some  additional  classes  of  employes  are  affected,  chiefly  those 
connected  with  floating  equipment.  The  reductions  ordered  in 
the  wages  of  these  workers  are  generally  about  the  same  as 
those  ordered  in  the  wages  of  rail  workers  of  corresponding 
grades  of  pay. 

The  board  also  issued,  on  the  same  day,  another  interpre- 
tation of  its  Decision  No.  119,  which  ordered  the  abrogation  of 
the  national  agreements.  This  interpretation  answers  a  ques- 
tion brought  before  the  board  by  the  Order  of  Railroad  Tel- 
egraphers as  to  whether  the  decision  would  terminate  the 


agreements  now  in  force  between  that  organization  and  the 
railroads  on  its  effective  date,  July  1.  The  board  held  that  the 
telegraphers  were  not  affected  by  the  decision  since  no  dispute 
regarding  their  agreements  had  been  before  the  board.  If  the 
agreements  now  in  force  are  not  satisfactory  to  either  party, 
the  board  calls  attention  to  the  fact  that  "changes  may  be  made 
after  the  required  notice,  either  by  agreement  of  the  parties,  or 
by  decision  by  the  board  after  proper  conference." 


PURCHASE  OF  C.,  T.  H.  &  S.  E. 

The  Traffic  World  Washington  Bureau 

The  Commission,  in  finance  docket  No.  1383,  has  sanctioned 
the  plan  whereby  the  Chicago,  Milwaukee  &  St.  Paul  acquires  the 
stock  of  the  Chicago,  Terra  Haute  &  Southeastern  and  the  mak- 
ing of  a  lease  whereby  the  Milwaukee  will  become  the  first  line, 
east  or  west  of  the  Mississippi  that  will  be  able  to  carry  traffic 
through  Chicago  without  having  to  interchange  traffic  there.  The 
Milwaukee  owns  a  fourth  interest  in  the  Indiana  Harbor  Belt, 
which  connects  its  rails  with  those  of  the  Southeastern  at  Blue 
Island.  The  Milwaukee  has  trackage  rights  over  the  rails  of  the 
belt  line  so  that,  if  it  desires,  after  the  lease  of  the  property 
of  the  Southeastern  has  been  consummated,  it  can  send  a  train 
through  from  the  Pacific  coast  to  West  Port,  Ind.,  a  short  dis- 
tance from  Terre  Haute,  without  having  it  run  over  foreign  rails. 

Inasmuch  as  the  Southeastern  is  to  operated  by  the  Mil- 
waukee, the  arrangement  will  amount  to  an  extension  of  the  rails 
of  that  carrier  into  what  is  fully  recognized  Official  Classification 
territory  and  nothing  but  Official  Classification  territory.  The 
Illinois  Central,  which  has  lines  into  Western  Classification  terri- 
tory, has  lines  into  and  through  Illinois,  but  Illinois  Classifica- 
tion territory  has  not  been  wholly  abolished,  hence  the  novelty 
of  the  Milwaukee's  position. 

To  bring  about  this  union  of  the  Milwaukee  and  the  South- 
estern,  the  Milwaukee  has  been  authorized  to  assume  liabilities 
of  the  Southeastern,  amounting  to  $19,154,000.  The  liabilities  to 
be  assumed  are:  $200,000  of  equipment  bonds;  $837,000  promis- 
sory notes;  $4,244,000  of  first  and  refunding  mortgage  bonds,  and 
$6,336,000  of  income  mortgage  bonds  of  the  Chicago,  Terre  Haute 
&  Southeastern;  $250,000  of  the  first  mortgage  bonds  of  the  Bed- 
fort  belt  and  $7,287,000  of  the  first  mortgage  bonds  of  the  South- 
ern Indiana  Railway  Company. 

The  Commission  decided  that  the  proposed  operation  of  the 
Southeastern  by  the  Milwaukee  would  not  be  an  abandonment  of 
operation  requiring  the  issuance  of  a  certificate  allowing  it. 
Therefore  that  part  of  the  Milwaukee's  application  has  been 
dismissed. 

More  important,  it  is  believed,  however,  than  the  fact  that 
the  Milwaukee,  in  acquiring  the  Southeastern  and  thereby  mak- 
ing Chicago  only  a  station  on  a  through  line,  is  the  fact  that  the 
Southeastern  is  a  coal-carrying  road,  from  the  mines  on  which  the 
Milwaukee  can  obtain  coal  enough  for  its  own  use.  Nearly  all  the 
coal  the  Milwaukee  uses  must  be  bought  from  mines  on  foreign 
rails,  on  which  the  full  rate  to  junctions  of  the  Milwaukee  must 
be  paid.  In  1920,  it  estimates,  it  used  coal  on  which  it  paid  to 
other  railroads  charges  amounting  to  $3,479,837.  Its  officers 
estimate  that  the  saving  on  its  coal  bill  will  be  big  enough  more 
than  to  pay  the  rental  for  the  Southeastern  and  the  taxes.  The 
Milwaukee  believes  it  can  haul  coal  from  the  mines  on  the 
Southeastern  to  points  in  Wisconsin,  Minnesota,  Iowa  and  South 
Dakota  in  competition  with  coal  from  the  Illinois  fields. 

Objection  to  the  proposed  lease  for  999  years  was  made  by 
some  stockholders  of  the  Milwaukee.  The  Michigan  public  utili- 
ties commission  challenged  the  jurisdiction  of  the  Commission 
to  pass  on  the  application,  as  it  has  done  in  other  cases  brought 
by  railroads  operating  in  Michigan;  but  the  Commission  did 
no  more  with  the  protest  and  the  challenge  of  jurisdiction  than 
to  mention  them. 


DEFINITION  OF  SUBORDINATE  OFFICIALS 
Earl  H.  Morton,  grand  president  of  the  Order  of  Railroad 
Station  Agents,  has  filed  a  petition  with  the  Commission  asking 
for  a  modification  of  the  findings  of  the  Commission  as  to  what 
classes  of  railroad  employes  are  embraced  within  the  term 
"subordinate  officials."  The  Commission  held  in  its  findings 
that  supervisory  station  agents  could  not  be  classed  as  "sub- 
ordinate officials"  because  of  the  nature  of  their  duties.  Morton 
contends  that  the  station  agents  should  be  classed  as  "subordi- 
nate officials." 


APPLICATION   TO  CONSTRUCT  AT  FLINT,   MICH. 

A  certificate  of  public  convenience  and  necessity  authorizing 
it  to  construct  81A  miles  of  railroad  in  Genesee  County,  Michigan, 
is  asked  by  the  Flint  Belt  Railroad  Company  in  an  application 
filed  with  the  Commission.  The  company  says  the  primary 
purposes  of  the  line  are  better  railroad  service  for  the  indus- 
tries of  Flint,  Mich.,  and  to  furnish  a  cut-off  by  which  trains 
of  the  Pere  Marquette  can  go  through  the  city  of  Flint  without 
going  over  the  present  main  line  of  that  road  through  the  con- 
gested district  of  the  city. 
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Current  Topics 

in  Washington 


Causes  of  Business  Depression. — It  may  be,  as  western  bank- 
ers told  President  Harding,  that  the  failure  of  the  government 
ID  pay  the  railroads  what  it  owes  them  is  the  chief  reason  for 
i  he  failure  of  business  to  revive,  but  Secretary  Hoover  has  a 
different  idea.  His  thought  is  that  the  decrease  in  the  purchas- 
ing power  of  the  farmer  is  the  thing  that  has  put  hobbles  on 
business.  As  his  statisticians  figure  it,  the  general  index  of 
commodity  prices  is  157  per  cent  of  what  it  was  pre-war,  while 
the  index  of  the  prices  of  farm  products  is  only  97  per  cent  of 
what  it  was.  H.  G.  Wells,  in  his  book  on  the  salvaging  of  civil- 
i/.ation.  lias  indicated  that  the  creation  of  so  many  new  boun- 
daries in  Europe,  the  erection  of  barbed  wire  entanglements  to 
keep  i  lie  Ruthenian,  who  is  a  vassal  of  the  Checko-Slovak,  trad- 
ing with  the  Austrian,  who  is  the  traditional  enemy  of  the  Slavs 
of  all  kinds,  has  stopped  considerable  business.  Still  another 
thought  Is  that  the  conversion,  during  the  war,  of  the  United 
States  from  a  debtor  to  a  creditor  nation  is  such  a  profound  dis- 
location of  the  finances  of  the  world  that  much  time  must  elapse 
before  there  can  be  anything  like  normality  again.  The  farmer 
who  sees  his  truck  rotting  while  the  price  of  vegetables  in  the 
cities  is  mountain  high  thinks  it  is  the  freight  rate  that  is  the 
primary  evil.  Perhaps  the  man  who  is  not  an  economist,  a  statis- 
tician, or  an  expert  of  any  kind,  will  be  forced  to  the  conclusion 
that  each  of  the  theories  explains  some  part  of  the  vast  whole; 
that  the  trouble  with  each  explainer  is  that  he  thinks  the  little 
segment  of  business  he  sees  comprehends  the  whole,  and,  there- 
fore, that  the  world  is  dense  when  it  does  not  act  on  his  theory 
that  all  would  be  well  if  the  thing  he  has  found  as  the  cause 
of  the  trouble  were  removed.  All  this  comes  down  to  the  remark 
that,  while  President  Harding  and  many  others  seem  to  think 
a  reduction  in  freight  rates,  in  and  of  itself,  is  one  of  the  finest 
things  that  could  be  imagined,  the  railroads  are  never  able  to 
make  a  reduction  to  or  from  any  place  without  causing  some 
one  to  think  that  evil  days  have  come  to  him.  Every  one  of 
the  recent  reductions  has  been  vigorously  opposed,  because 
the  reduction  meant  a  change  in  relationship.  A  rate,  in  its  his- 
tory, is  almost  as  interesting  as  the  so-called  race  feuds  in 
Europe — which,  in  many  instances,  are  not  race  feuds  at  all,  but 
merely  enlarged  village  brawls.  When  they  began  nobody  knows. 
The  same  is  true  with  regard  to  many  rates.  Nobody  knows 
when  a  rate  was  first  made,  so  no  one  can  positively  say  that 
raising  it  or  lowering  it  is  in  violation  of  the  relationship  that 
existed  when  it  was  first  established.  When  rates  go  up  certain 
shippers  lose  and  certain  others  win.  When  they  come  down 
the  losers  in  the  prior  movement  win  and  the  former  winners 
become  losers.  President  Wilson  favored  putting  up  rates, 
and  they  went  up,  whether  because  or  despite  of  him  is  not  ma- 
terial. President  Harding  favors  their  coming  down — and  some 
are  slipping;  but  whether  this  is  because  of  or  despite  of  him 
is  the  thing  to  be  decided  by  each  man  interested  enough  to 
worry  over  the  question. 


Some  Language  Experiments  of  the  Commission. — The  lan- 
guage the  Commission  uses  in  disposing  of  cases  is  becoming 
about  as  uninformative  as  that  used  by  the  Federal  Trade  Com- 
mission in  handing  down  its  opinions.  There  was  a  time,  not 
long  ago,  when  the  commissioners  took  delight  in  telling  why 
the  thing  the  Commission  was  doing  was  being  done.  Once  in  a 
while  a  commissioner  takes  his  pen  in  hand  and  dashes  off  a  few 
thoughts.  Usually,  however,  the  decision  is  couched  in  routine 
terms,  including  "seasonably  filed,"  which  words  tell  nothing 
other  than  the  conclusion  of  the  Commission  that  the  complaint 
was  filed  within  the  time  set  by  the  statute  "and  not  there- 
after." A  new  bunch  of  words  has  been  introduced  recently. 
They  are:  "Except  under  circumstances  not  here  present  our 
jurisdiction  over  intrastate  rates  terminated  with  the  ending  of 
federal  control."  There  are  those  who  object  that  the  derivation 
of  the  word  "circumstances"  forbids  the  use  of  the  word  "under" 
in  connection  with  it,  but  that  is  not  the  point.  The  query  is  as 
to  the  reason  for  indicating  that  there  might  be  a  question  of 
jurisdiction  in  connection  with  the  matter  when  it  did  not  arise 
in  the  case.  No  one  with  any  knowledge  of  the  law  will  now  raise 
the  question  of  jurisdiction  over  intrastate  rates  in  the  period  of 
federal  control.  Nor,  it  has  been  pointed  out  by  those  who  have 
commented  on  the  excessive  caution  shown  in  using  that  phrase, 
would  it  be  of  any  effect  for  a  person  to  remark  that  the  Com- 
mission's jurisdiction  over  intrastate  rates  was  enlarged  in  the 
transportation  law,  when  no  one  had  raised  any  question  in  con- 
nection with  that  enlarged  power.  Judge  Hough  of  the  United 
States  Circuit  Court,  in  a  recent  case,  in  commenting  on  one 
of  the  Federal  Trade  Commission's  reports  or  decisions,  ob- 
served that  stating  a  conclusion  of  law  as  a  fact  did  not  have 
the  effect  of  converting  that  conclusion  into  a  fact. 


Revival  of  Waterway  Commerce. — Boats  and  rumors  of  boats 
to  take  business  away  from  the  railroads  come  to  the  Commis- 
sion nearly  every  day.  The  hearers  of  the  tidings  that  the  rivers 
on  which  Congress  has  spent  hundreds  of  millions  are  to  be 
used,  are  frequently  brought  by  those  who  are  seeking  lower 
rates.  According  to  these  reports,  each  of  which  seems  to  have 
some  foundation  In  fact,  there  soon  will  not  be  room  for  the  cat- 
fish in  the  Ohio,  Mississippi  and  other  rivers,  because  the  boats 
and  barges  will  use  all  the  space.  It  may  be  that  the  high  rates 
forced  on  the  railroads  by  government  control  and  other  facts 
over  which  the  railroads  had  no  control,  may  result  In  a  larger 
utilization  of  the  waterways,  because  they  can  perform  trans- 
portation services  cheaper.  There  are  many  traffic  men  who 
have  hoped  that  such  a  fact  would  come  about,  their  belief  being 
that  the  rivers  should  be  used  for  the  transportation  of  the 
heavy  raw  materials  and  the  railroads  reserved  for  the  move- 
ment of  the  higher  rated,  finished  products.  In  Europe  the  heavy 
stuff  is  carried  by  the  rivers  and  canals,  but  American  railroad 
equipment  was  planned  to  haul  enormous  quantities  of  raw 
material  and,  up  to  this  time,  the  boats  and  barges  on  the  rivers 
could  not  compete  in  that  traffic,  except  in  the  case  of  coal.  Most 
of  the  river  boats,  except  for  coal,  were  for  package  service, 
with  cotton  about  the  only  raw  material  carried  on  them  in  large 
quantities.  If  the  rumors  of  barge  lines  to  carry  practically 
every  kind  of  bulky  material  come  true,  the  European  method 
of  handling  stuff  may  prevail  in  this  country.  With  the  mills 
running  full  time  on  raw  materials  brought  in  in  boats,  it  is  be- 
lieved they  would  be  able  to  produce  enough  to  fill  the  freight 
cars. 


Reductions  in  Freight  Rates. — While  it  has  been  explained, 
times  almost  without  number,  that  the  decisions  of  the  Railroad 
Labor  Board,  which  may  save  as  much  as  $700,000,000  a  year  to 
the  railroads,  cannot  be  made  a  warrant  for  a  general  reduction 
in  rates,  representatives  of  the  Commission  and  the  Railroad 
Administration  who  have  been  out  on  the  road  on  official  busi- 
ness, bring  back  reports  that  many  of  the  smaller  shippers 
seem  to  have  an  idea  that  there  will  be  a  general  reduction 
soon  after  July  1.  The  fact  that  the  prospective  saving  will 
merely  move  the  railroads  back  about  a  few  inches  from  the 
brink  of  a  financial  abyss  does  not  seem  to  have  got  into  the 
heads  of  those  who  have  the  idea  of  a  reduction  on  the  first 
day  of  the  new  fiscal  year.  Another  erroneous  notion  that 
seems  to  prevail  pretty  generally  is  that  when  a  railroad's  oper- 
ating ratio  falls  below  100  it  is  beginning  to  make  some  money. 
The  fact,  of  course,  is  that  when  the  operating  ratio  is  100  the 
railroad  is  paying  every  dollar  it  takes  in  from  the  shipper  for 
the  mere  operation.  Interest  on  the  bonds  and  taxes  is  not  de- 
ducted before  the  operating  ratio  is  calculated.  The  chances  are 
that  when  the  operating  ratio  reaches  92  the  road  is  actually 
taking  money  out  of  its  reserve,  or  borrowing  some,  to  keep  the 
sheriff  from  taking  possession.  One  of  the  commonest  retorts  to 
all  suggestions  that  the  railroads  are  not  making  money  is  that 
neither  is  the  man  who  is  doing  the  talking,  and  that  there  is  no 
reason  why  the  government  should  be  so  solicitous  about  the  in- 
come of  the  railroad  and  so  unmindful  of  the  income  of  other  cit- 
izens. The  obvious  retort  to  that,  which  is  that  the  government 
does  not  keep  down  the  prices  in  other  lines  of  business  as  it 
regulates  railroad  rates,  docs  not  satisfy  the  man  who  takes  the 
position  that  the  government  has  no  business  making  special 
efforts  to  assure  an  income  for  the  railroads.  A  rate  reduction 
is  what  he  thinks  he  is  entitled  to  receive  and  what  he  is  going 
to  talk  about — probably  until  business  gets  so  brisk  that  he 
will  not  have  time  to  talk  any  longer. 


Reclamation  of  What  Was  Formerly  Waste. — Old-timers  who 
remember  the  row  before  the  Commission  a  few  years  ago  about 
the  rate  to  be  paid  by  blast  furnaces  for  the  service  performed 
by  a  railroad  in  taking  slag  away  from  a  blast  furnace  and  wast- 
ing or  dumping  it  somewhere  so  as  to  get  it  out  of  the  way,  are 
rubbing  their  eyes,  as  they  see  operations  going  on  on  Lake  Su- 
perior to  recover  slag  from  shallow  water  into  which  it  was 
dumped  not  long  ago.  The  idea  of  anybody  hunting  up  slag  is  as 
ridiculous  as  it  would  have  seemed  to  a  boy  of  thirty-five  or 
forty  years  ago  if  somebody  had  offered  him  money  to  dig  coal 
tar  out  of  the  pits  into  which  the  gas  company  threw  it  to  get 
it  out  of  the  way.  But  they  are  reclaiming  slag  now  because 
the  blast  furnaces  in  the  northwest  are  not  producing  enough  of 
it  to  keep  the  cement  mills  in  that  vicinity  going.  Digging  in 
the  lake  for  slag  as  a  raw  material  for  cement  is  an  operation 
akin  to  the  washing  of  bits  of  hard  coal  from  the  mountainous 
culm  piles  in  Pennsylvania.  The  culm  piles  have  yielded  com- 
parative riches  for  owners  of  coal  land  the  deposits  on  which 
were  worked  out  long  ago.  Cuba  and  Louisiana  have  statues 
forbidding,  under  heavy  penalties,  the  dumping  of  blackstrap 
into  streams.  Most  southern  states  have  laws  punishing  those 
who  throw  cottonseed  into  water  courses.  All  were  enacted 
when  these  immensely  valuable  by-products  were  waste  mate- 
rial, the  disposal  of  which  added  considerably  to  the  cost  of 
manufacture.  The  taking  of  furnace  slag  from  Lake  Superior 
suggests  that  perhaps  some  day  pig  iron  will  become  the  by- 
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product  of  slag  mills.  It  is  only  a  few  years  back  that  gasoline 
was  a  troublesome  by-product  of  petroleum  distillation.  There 
are  still  some  states  that  pay  large  fees  to  inspectors  who  gravely 
test  kerosene  to  make  sure  that  it  is  not  doped  with  more  than 
a  reasonable  amount  of  gasoline,  although  the  refinery  super- 
intendent who  would  allow  one  drop  of  gasoline  to  get  into  his 
kerosene  cut  would  be  incontinently  "fired"  before  night  fall. 
Oil  inspection,  however,  is  a  good  graft  for  politicians  who  would 
not  be  above  taking  the  money  from  somebody's  pocket  if  there 
were  no  more  danger  than  there  is  in  connection  with  that  now 
ridiculous  inspection.  A.  E.  H. 


ALFALFA  RATE   QUESTION 

The  Traffic  World  Washington  Bureau 

A  fervent  appeal  or  demand  for  rehearing  has  been  made 
in  docket  No.  8968,  B,  J.  Woolworth  vs.  Union  Pacific,  by  the 
complainant  on  the  ground  that  he  has  found  new  evidence, 
new  violations  of  the  act,  discoveries  of  decisions  and  laws  un- 
known to  him  at  the  time  of  the  original  hearing,  and  on  ac- 
count of  errors  in  the  original  decision.  The  question  in  this 
case  is  as  to  whether  the  rate  on  alfalfa  meal  from  Gibbon,  Neb., 
to  Missouri  River  is  14  cents  as  contended  by  the  railroad,  or 
10.5  cents  as  contended  by  the  complainant.  A  subsidiary  ques- 
tion is  as  to  whether  the  agents  of  the  carriers  gave  Wool- 
worth  in  writing  a  statement  that  the  rate  was  10.5  cents  as 
claimed  by  him,  that  has  any  weight  in  the  case.  He  claims 
that  he  bought  alfalfa  and  sold  alfalfa  meal  in  reliance  On  the 
written  statements  of  agents  of  the  carrier,  and  was  heavily 
damaged  thereby  and  that  the  law  says  he  shall  be  made  whole. 
This  matter  has  been  the  subject  of  litigation  in  the  courts, 
the  Union  Pacific  undertaking  to  collect  undercharges.  Wool- 
worth  feels  aggrieved  over  the  declaration  of  the  Commission 
that  "the  Union  Pacific  is  now  attempting  by  appropriate  court 
decisions  to  collect  undercharges  on  such  shipments."  He  con- 
siders that  the  Commission  erred  in  making  that  declaration 
because,  in  the  case  cited  in  support  of  what  was  done  to  Wool- 
worth  in  the  original  decision,  the  Commission  had  held  the 
rate  in  question  to  be  unjustly  discriminatory. 

Among  the  newly  discovered  evidence,  Woolworth  said,  was 
that  the  carriers  are  hauling  ground  alfalfa  to  the  Missouri 
River  from  Colorado  for  much  less  than  baled  alfalfa,  although 
the  baled  alfalfa  loads  much  lighter  than  the  ground,  which  is 
also  known  as  alfalfa  meal.  Woolworth  alleged  in  the  court 
that  in  every  state  from  Colorado  to  the  Atlantic  coast,  the  rate 
on  alfalfa  meal  was  from  60  to  75  per  cent  of  the  rate  on  baled 
alfalfa.  From  Kearney  and  Gibbon,  Neb.,  however,  he  said  the 
rate  on  the  meal  was  30  per  cent  higher  than  on  the  baled  alfalfa. 
He  classes  as  new  evidence  the  fact  that  the  10.5-cent  rate  was 
put  into  effect  on  the  meal  shortly  after  his  shipments  moved, 
and  that  it  had  voluntarily  been  put  into  effect  by  the  Burling- 
ton some  time  before  his  shipments  were  made. 

Under  the  head  of  new  violations  of  the  act,  Woolworth 
declared  that  the  carriers  "have  made  their  tariff  in  such  a  way 
that  tariff  experts  could  rarely  find  the  correct  rate."  He  said 
that  the  local  agent  always  billed  the  cars  to  Omaha  at  the  cor- 
rect rate,  but  that  somebody  in  Omaha  changed  the  waybills  to 
the  old  rate  which  he  claimed  had  been  canceled. 

A  difference  between  an  interstate  and  an  intrastate  rate 
is  %  the  foundation  for  this  case.  The  10.5-cent  rate  on  which 
Woolworth  thought  he  was  shipping  was  the  Nebraska  rate  and 
there  was  no  dispute  about  that.  The  interstate  rate,  however, 
was  14  cents,  although  few  of  the  railroad  agents  were  aware 
that  the  shipments  went  outside  of  Nebraska  to  get  to  Omaha 
and  thought  that  the  14-cent  rate  was  the  one  to  be  legally 
applied. 

The  Commission  has  declined  to  award  reparation,  although 
the  carriers  changed  their  interstate  rate  to  meet  the  state  rate 
and  the  Union  Pacific,  judging  from  declarations  in  another 
case,  had  no  thought  of  ever  applying  anything  other  than  the 
10.5-cent  rate  on  movements  between  Kearney,  Gibbon  and 
Omaha. 


tions  in  connection  with  the  plan  of  the  New  York  Central  to 
acquire  the  packer  railroads  in  Chicago  caused  unusual  attention 
to  be  given  to  the  conference  ruling  limiting  the  necessity  of 
applications  to  proposals  to  acquire  newly  constructed  lines. 
That  unusual  attention  culminated  in  the  contention  of  the  Penn- 
sylvania and  other  trunk  lines  that  if  the  Commission  adhered 
to  the  conference  ruling  it  would  have  to  dismiss  the  applications 
in  so  far  as  they  involved  paragraph  18  of  section  1.  The  applica- 
tions, however,  are  also  made  under  paragraph  2  of  section  5,  so 
that  even  if  the  Commission  continues  to  adhere  to  its  conference 
ruling  of  April  9,  it  may  exercise  some  degree  of  control  over 
the  proposel  acquisition  of  the  packer  railroads  by  the  New 
York  Central,  which  is  being  opposed  by  the  other  trunk  lines 
entering  Chicago  on  the  ground  that  such  acquisition  will  result 
in  giving  the  New  York  Central  terminals  in  that  city  on  which 
originate  probably  more  tonnage  than  on  any  terminals  outside 
of  the  steel  producing  districts,  if  it  is  not  heavier  than  on  them. 

There  is  as  near  an  even  split  in  the  Commission  on  the 
question  as  there  can  be,  six  upholding  the  conference  ruling  of 
April  and  five  opposing  it.  The  broad  contention  of  the  oppo- 
nents of  the  ruling  made  in  April  is  that  the  measure  of  control 
over  a  carrier  to  whom  a  certificate  has  been  issued  under  para- 
graph 2  of  section  5  is  less  than  would  be  the  control  under  a 
certificate  given  under  paragraph  18  of  section  1.  Under  both 
sections  the  Commission  is  authorized  to  prescribe  rules,  terms 
and  conditions,  but  only  paragraph  18  has  teeth  in  it.  Violation 
of  the  rules,  regulations  or  terms  and  conditions  prescribed 
under  paragraph  18  is  punishable  by  a  fine  of  not  more  than 
15,000  or  imprisonment  for  not  more  than  three  years,  or  both. 
No  penalty  is  attached  to  paragraph  2  of  section  5.  The  juris- 
diction of  an  equity  court,  of  course,  could  be  invoked,  for  the 
issuance  of  an  injunction  forbidding  violation,  and  then  the 
carrier  that  violated  the  certificate  could  be  punished  for  con- 
tempt. 

This  tenderness  of  the  majority  of  the  Commission  for  sec- 
tion 5  is  ascribed  to  a  fear  that  if  they  allow  one  carrier  to 
acquire  the  property  of  another  under  section  1,  paragraph  18, 
they  will  embarrass  themselves  in  administering  the  consolida- 
tion paragraphs  of  section  5,  directing  them  to  make  plans  for 
the  consolidation  of  the  railroads  of  the  country  into  a  limited 
number  of  systems.  The  theory  is  that  if  acquisition  is  author- 
ized under  paragraph  18  of  section  1,  the  Commission,  to  that 
extent,  will  divest  itself  of  jurisdiction  to  assign  the  property 
acquired  under  paragraph  18  to  any  carrier  other  than  the  one 
that  was  given  a  certificate  under  paragraph  18  of  section  1.  That 
is  to  say,  if  it  authorized  the  Soo  Line  to  acquire  the  Wisconsin 
Northern  under  paragraph  18  of  section  1,  it  could  not  later, 
under  paragraph  6  of  section  5,  direct  that  the  Wisconsin  North- 
ern be  attached  to  the  Chicago  &  North  Western,  which  has  a 
parallel  and  competing  line. 

Professor  Ripley  is  working  on  the  plan  for  consolidation, 
with  great  seriousness,  although  there  is  a  large  section  of  the 
transportation  world  that  regards  the  scheme  for  consolidation 
in  accordance  with  any  plan  other  than  that  devised  by  those 
with  the  money  to  invest  in  it,  as  one  of  the  most  chimerical 
that  has  ever  been  backed  by  Congress. 


APPLICATIONS  UNDER  PARAGRAPH  18 

The  Traffic  World  Washington -Bureau 

Adhering  to  its  conference  ruling,  made  in  April,  that  para- 
graph 18  of  section  1  pertains  only  to  new  construction  and 
that  a  carrier  does  not  require  a  certificate  of  public  convenience 
and  necessity  for  the  acquisition  of  a  railroad  constructed  before* 
the  effective  date  of  paragraph  18,  the  Commission,  for  more 
than  a  week,  has  been  dismissing  applications  made  under  that 
paragraph,  on  the  ground  of  no  jurisdiction.  In  each  dismissal 
it  has  set  forth  the  fact  that  no  application  had  been  made  under 
paragraph  2  of  section  5.  The  implication  from  the  reiteration 
of  that  declaration  is  that  the  applicant  should  file  under  sec- 
tion 5. 

Question  as  to  whether  paragraph  18  of  section  1  covered 
old  roads  about  to  be  acquired  by  a  carrier  was  raised  in  con- 
nection with  the  application  of  the  Pittsburgh  &  West  Virginia 
to  "acquire"  some  of  the  properties  it  controls.  It  was  intensi- 
fied by  the  application  of  the  Soo  Line  to  acquire  the  Wisconsin 
Northern,  not  by  lease,  but  by  absolute  absorption.  The  applica- 


ABANDONMENT  OF  COAL  LINE 

Redmond  D.  Stephens,  co-receiver  of  the  Chicago  &  Eastern 
Illinois  Railroad  Company,  has  applied  to  the  Commission  for  a 
certificate  authorizing  abandonment  of  the  operation  of  the 
Chicago  &  Indiana  Coal  Railway  Division  of  the  Chicago  &  East- 
ern Illinois.  The  line  the  receiver  proposes  to  abandon  com- 
prises the  property  of  the  former  Chicago  &  Indiana  Coal  Rail- 
way Company  running  through  the  Indiana  counties  of  LaPorte, 
Jasper,  Newton,  Benton,  Warren,  Fountain,  Parke,  Clay,  Vigo 
and  Porter.  The  northern  terminus  of  the  road  is  located  6.94 
miles  northwest  of  Morocco.  It  extends  therefrom  to  Brazil, 
Ind.  It  also  extends  from  Percy  Junction,  Ind.,  to  La  Crosse, 
Ind.  The  receiver  says  there  is  not  sufficient  traffic  available 
to  make  possible  the  operation  of  the  railroad  except  at  a  loss, 
and  that  by  its  exclusion  from  the  reorganized  Chicago  &  East- 
ern Illinois  system,  its  operation  becomes  physically  impos- 
sible, owing  to  lack  of  equipment,  facilities,  funds  or  credit 
necessary  for  such  operation. 


VALLEY  AND  SILETZ  RAILROAD  STOCK 

The  Valley  &  Siletz  Railroad  Company,  in  finance  docket 
No.  1484,  has  asked  for  authority  to  issue  $700,000  worth  of  addi- 
tional capital  stock,  and  to  transfer  the  outstanding  stock, 
amounting  to  $300,000  from  C.  T.  Mitchell  and  F.  J.  Cobbs,  trus- 
tees, to  the  William  W.  Mitchell  Company,  a  Michigan  corpora- 
tion organized  for  the  purpose  of  holding  the  interests  of  the 
beneficiaries  of  the  trust  of  which  Mitchell  and  Cobbs  are  the 
trustees.  The  purpose  is  to  exchange  the  stock  for  the  demand 
notes  and  accrued  interest  of  the  company.  The  notes  amount 
to  $673,800  and  accrued  interest  to  $192,547.44.  An  operating 
deficit,  for  three  years,  ending  December  31,  1920,  amounting  to 
$98,075.31,  is  also  to  be  covered  by  this  transfer  of  outstanding 
and  to-be-issued  stock,  leaving  an  open  account  balance  of  $68,- 
272.13. 
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Decisions  of  Interstate  Commerce  Commission 


IRON  ORE  TO  GRANITE  CITY,  ILL. 

In  a.  report  on  No.  11688,  St.  Louis  Coke  &  Chemical  Co.  vs. 
Alton  &  Southern  et  al.,  opinion  No.  6950,  62  I.  C.  C.,  194-7,  the 
Commission  has  condemned  as  unreasonable  rates  on  iron  ore 
from  lliiil.'v,  Florence  and  Baraboo,  Wis.,  and  Iron  River,  Iron 
Mountain  and  Ironwood,  Mich.,  to  Granite  City,  111.,  established 
on  August  26.  New  rates  of  $2.35  per  ton  from  Baraboo  and 
$3.25  from  the  other  points  of  origin  are  to  be  established  to 
(ii -unite  City,  not  later  than  September  1.  These  will  be  15  cents 
higher  than  Baraboo  and  25  cents  higher  than  they  were  prior 
to  the  general  advance  on  August  26  last  year.  The  rates  held 
to  be  unreasonable  are  $2.835  from  Baraboo  and  $4.05  from  the 
other  points  mentioned. 

This  reduction  in  rates  is  to  be  made  so  as  to  give  Granite 
City  the  benefit  of  the  limitation  the  Commission  put  Into  Its 
report  on  Ex  Parte  74,  that  rates  from  the  mines  to  the  upper 
lake  ports  should  not  be  increased.  That  limitation  held  down 
the  total  of  the  rates  by  rail-lake-and-rail  to  an  increase  in  the 
final  rail  haul  factor  beyond  the  lower  lake  ports.  Granite  City, 
receiving  its  ore  by  all-rail  routes,  was  called  upon  to  pay  the 
full  increase  of  35  cents  applicable  in  Western  Classification  ter- 
ritory. 

The  complainant  contended  that  the  rates  on  ore  do  not 
bear  a  proper  relationship  to  the  rates  on  coal  northbound;  that 
if  properly  related  rates  were  made  on  the  ore  the  southbound 
empty  movement  of  cars  would  be  greatly  lessened.  The  Com- 
mission said  the  testimony  did  not  show  any  recognized  relation- 
ship of  rates  on  coal  northbound  and  ore  southbound.  The 
complainant  showed  many  rates  on  ore  to  other  destinations 
made  from  60  to  70  per  cent  of  the  rate  on  coal  in  the  reverse 
direction. 

Traffic  officials  for  the  Alton  and  the  Wabash  admitted  that 
the  rates  were  relatively  unreasonable  because  they  were  out 
of  proportion  with  the  rates  to  blast  furnace  and  by-product  coke 
plants  served  by  rail-lake-and-rail  hauls.  They  suggested  that 
$3.25  would  be  a  reasonable  rate  from  the  points  or  origin  other 
than  Baraboo  and  what  they  suggested,  the  Commission  pre- 
scribed. 

The  complaining  plant,  producing  pig  iron,  coke  and  by- 
products, has  been  in  operation  since  May,  1920,  and  up  to  the 
lime  of  the  hearing  110,000  tons  of  ore  had  been  moved.  The 
complainant  said  that  if  proper  ore  rates  were  made  the  move- 
ment of  ore  to  Granite  City  would  be  approximately  2,400,000 
tons,  as  a  counter-balance  for  4,000,000  tons  of  coal  moving  in  the 
other  direction. 


RECEIPT  OF  SHIPMENTS  AFTER  5  P.  M. 

An  occasional  lapsing  from  a  rule  that  freight  shipments  will 
not  be  received  after  5  p.  m.,  did  not  constitute  a  practice  amount- 
ing to  a  waiving  of  the  rule,  said  the  Commission  in  dismissing 
No.  11534,  Transcontinental  Freight  Company  vs.  Director-Gen- 
eral, as  agent,  opinion  No.  6930,  62  I.  C.  C.,  127-8.  In  that  case 
the  complainant  tendered  a  shipment  of  six  carloads  of  machin- 
ery to  the  Chicago  &  North  Western  at  Chicago  on  June  24, 
1918,  at  5:20  p.  m.  The  agent  refused  to  sign  the  bill  on  the 
ground  that  the  freight  station  was  closed.  The  next  day  the 
higher  rates  decreed  by  General  Order  No.  28  became  effective 
and  the  freight  bill  on  the  stuff  which  was  to  be  exported  was 
$1,663.07  more  than  it  would  have  been  had  the  agent  accepted 
the  bills. 

The  complainant  showed  that  it  had  had  bills  signed  after 
5  o'clock  at  divers  times.  One  was  signed  at  5:05  on  the  day  in 
question,  and  at  that  time  the  agent  was  notified  that  the  six  car- 
loads of  machinery  involved  in  this  case  would  be  ready  in  a  few 
minutes.  The  foreman  of  the  freight  house,  however,  instructed 
the  clerks  not  to  sign  the  bill.  The  Commission  said  the  rule 
had  not  been  shown  to  be  unreasonable.  Nor  was  there  any 
showing,  the  report  said,  that  bills  were  signed  after  5  o'clock 
for  shippers  other  than  the  complainant,  or  that  the  practice 
from  which  the  complainant  derived  benefit  was  so  general  as  to 
indicate  that  the  rule  was  not  being  enforced  except  occasion- 
ally. 


RATES   ON   CRUDE   PETROLEUM 

There  will  be  no  reparation  on  account  of  the  general  read- 
justment of  petroleum  rates  in  Oklahoma  following  the  definite  de- 
velopment of  the  Burkburnett  and  Ranger  districts  in  Texas,  the 
Commission  having  disposed  of  that  question  by  dismissing  No. 
11159,  Choate  Oil  Corporation  vs.  C.  R.  I.  &  P.,  Director-General,  et 
al.,  opinion  No.  6918,  62  I.  C.  C.  93-6.  The  Commission  held  that 
the  rates  on  crude  petroleum  from  the  Burkburnett  and  Ranger 
districts  in  Texas  and  the  Shreveport  district  in  Louisiana  to 
Oklahoma  City  between  January  1  and  October  14,  1919,  as  to 


the  Texas  points  of  origin,  and  between  January  1  and  Decem- 
ber 31,  1919,  as  to  Shreveport,  were  not  unreasonable.  After 
the  dates  mentioned,  the  rates  to  Oklahoma  City  were  revised 
and  reduced.  The  railroads  contended  that  the  reductions,  being 
part  of  a  general  readjustment,  should  not  be  made  the  basis 
for  an  award  of  reparation.  The  defendants  defended  the  pro- 
priety of  grouping  Oklahoma  City  with  Tulsa  and  other  Okla- 
homa ponits  prior  to  the  readjustment  on  the  ground  that  traf- 
fic in  critde  oil  from  the  Texas  and  Louisiana  fields  to  that 
point  was  in  an  early  stage  of  development.  The  report  also 
covers  No.  11159,  Sub.  No.  1,  Home  Petroleum  Co.  vs.  A.  T.  & 
S.  F.  et  al. 


C.  N.  S.  &  M.  INTRASTATE  FARES 

In  the  opinion  of  the  Commission,  expressed  in  a  report  on 
No.  11558,  In  the  Matter  of  Intrastate  Fares  of  the  Chicago,  North 
Shore  &  Milwaukee,  within  the  State  of  Illinois,  opinion  No. 
6949,  62  I.  C.  C.,  188-94,  the  carrier  mentioned,  the  interurban 
operating  between  Chicago  and  Milwaukee,  which  has  street  rail- 
way franchises  in  the  municipalities  through  which  It  Is  oper- 
ated, and  which  is  a  consolidation  of  a  number  of  street  railway 
companies,  is  a  common  carrier  by  railroad  subject  to  the  inter- 
state commerce  act. 

The  Commission  held  that  this  carrier,  subject  to  the  Inter- 
state commerce  law,  is  entitled  to  charge  fares  in  Illinois  as 
high  as  those  prescribed  by  the  Commission  for  interstate  trans- 
portation, and  that  the  maintenance  by  it  of  fares  In  Illinois,  In 
accordance  with  the  statute  of  Illinois,  constitutes  an  unjust  dis- 
crimination against  interstate  commerce  in  violation  of  the  In- 
terstate commerce  law. 

The  effect  of  the  decision  will  be  to  authorize  the  Chicago, 
North  Shore  &  Milwaukee  to  publish  fares  for  application  within 
Illinois  as  high  as  the  fares  for  like  distances  for  interstate 
journeys,  which  are  on  a  basis  of  3  cents  a  mile.  The  order  of 
the  Commission  requires  the  company  to  publish  tariffs  on  or 
before  September  1,  effective  on  five  days'  notice,  which  will 
remove  the  unjust  discrimination  against  interstate  commerce. 

In  terms,  the  Commission  found  that  there  were  no  condi- 
tions affecting  transportation  within  Illinois  which  justified  the 
maintenance  of  a  lower  basis  of  intrastate  fares  therein,  over 
the  Chicago,  North  Shore  &  Milwaukee,  than  the  basis  of  fares 
contemporaneously  applicable  to  the  interstate  transportation  of 
passengers  to,  from  or  through  the  state  over  such  lines;  that  its 
interstate  passenger  fares  as  increased  by  its  tariff,  filed  with 
the  commission,  effective  November  1,  1920,  and  now  in  effect, 
are  not  higher  than  is  reasonable  for  interstate  transportation; 
that  the  failure  of  the  railroad  to  increase  its  intrastate  fares 
upon  its  interurban  lines  correspondingly  within  the  state  of 
Illinois  has  resulted  and  will  result  in  intrastate  fares  lower  than 
the  corresponding  interstate  fares,  in  undue  prejudice  to  persons 
traveling  in  interstate  commerce  over  its  interurban  lines  within 
the  state  of  Illinois  and  between  points  in  the  state  of  Illinois 
and  points  in  the  state  of  Wisconsin,  and  to  localities  upon  said 
lines  within  Wisconsin,  in  undue  preference  of  and  advantage  to 
persons  traveling  over  its  interurban  lines,  intrastate,  in  Illinois 
and  to  localities  upon  its  lines  within  Illinois,  and  in  unjust  dis- 
crimination against  interstate  commerce. 

The  Commission  said  these  findings  applied  only  to  the  Chi- 
cago, North  Shore  &  Milwaukee's  basic  ticket  fares,  cash  fares, 
and  its  twenty-five-ride  bearer  tickets.  The  Commission  said  the 
record  showed  that  the  rates  on  its  other  multiple  form  tickets 
were  uniform  as  to  state  and  interstate  commerce. 

Illinois  challenged  the  jurisdiction  of  the  Commission  to  deal 
with  the  intrastate  fares  of  the  Chicago,  North  Shore  &  Milwau- 
kee. It  urged  that  the  intrastate  service  of  the  railroad  within 
Illinois  with  respect  to  which  an  Increase  was  sought  was  essen- 
tially a  street  car  service.  No  brief,  however,  was  filed  by  the 
state  or  any  of  the  challenging  municipilities.  The  Commission 
said  their  position  was  that  the  railroad's  Intrastate  service  In 
Illinois  should  be  regarded  as  separate  and  distinct  from  its 
through  interstate  service,  and  that  as  to  the  former,  the  Chi- 
cago, North  Shore  &  Milwaukee  was  not  a  railroad  engaged  in 
general  transportation  subject  to  the  interstate  commerce  act. 
This  contention,  the  Commission  said,  was  based  on  two  grounds: 
First,  that  the  franchises  granted  to  the  predecessors  of  the  ex- 
isting company  by  the  municipalities  in  terms,  were  franchises  to 
street  railways  specifically  conferring  upon  the  grantees  the 
right  to  use  the  streets  and  requiring  them  to  make  stops  at 
all  street  intersections;  and,  second,  that  the  railroad's  local 
intrastate  service  is  that  of  a  street  railway,  to-wit,  that  It  oper- 
ates the  city  service  of  Waukegan;  that  it  affords  transfer  priv- 
ileges to  the  city  lines  of  Chicago  and  Waukegan  and  that  its 
intrastate  fares  In  Illinois  are  on  the  zone  instead  of  the  mileage 
basis. 
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Admitting  all  of  this,  the  Chicago,  North  Shore  &  Milwaukee 
contended  that  it  was  not  asking  for  relief  as  to  any  of  these 
local  services,  but  merely  as  to  its  through  railroad  service.  It 
pointed  out  that  its  intrastate  fares  have  been  recognized  by  the 
Illinois  commission  as  fixed  on  a  basis  of  mileage,  namely,  dis- 
tances between  the  main-point  stops  in  the  various  municipalities. 

The  Commission's  conclusion  was  that  the  facts  of  record 
showed  that  the  petitioner  was  not  a  street  railway  in  the  com- 
mon acceptance  of  that  term  or  as  the  term  had  been  construed 
by  the  Supreme  Court  and  by  the  Commission  in  various  cases, 
notably  the  Omaha  Street  Railway  Co.  vs.  I.  C.  C.,  230  U.  S.,  324, 
and  Jurisdiction  over  Interurban  Electric  Railways,  33  I.  C.  C., 
536. 

The  case  was  brought  by  petition  of  the  Chicago,  North  Shore 
&  Milwaukee  because  the  Illinois  commission  forbade  an  increase 
in  the  rates  from  2  to  2.7  cents  per  mile  for  want  of  jurisdiction 
under  an  Illinois  statute  prohibiting  any  common  carrier  charg- 
ing for  intrastate  travel  a  fare  in  excess  of  2  cents  a  mile.  In 
November,  1920,  the  carrier  filed  an  interstate  tariff  on  the  basis 
of  3  cents  per  mile  and  that  is  the  basis  approved  by  the  Com- 
mission's decision. 


EXPORT  RATE  ON  PIG  IRON 

The  Commission  has  dismissed  No.  11231,  Suzuki  &  Co.  vs. 
Wharton  &  Northern,  Director-General,  et  al.,  opinion  No.  6938, 
62  I.  C.  C.,  144-6,  holding  that  the  combination  rate  of  63.88 
cents  per  hundred  pounds  on  pig  iron,  carloads,  from  Wharton, 
N^J.,  to  Seattle,  Wash.,  for  export,  shipped  in  the  period  from 
August,  1917,  to  February,  1918,'  was  not  unreasonable,  unjustly 
discriminatory  or  unduly  prejudicial. 

At  the  time  of  movement,  a  joint  export  rate  of  52.6  cents 
on  manufactured  iron  and  steel  articles,  including  billets,  applied 
from  Wharton  to  Seattle.  The  complainant  contended  that  the 
rate  assailed  was  unreasonable  because  and  to  the  extent  that 
it  exceeded  47.6  cents,  which  would  have  been  the  rate  applied 
had  the  rate  makers,  in  constructing  the  rate  on  pig  iron  for 
this  unusual  movement,  followed  an  unwritten  rule  that  the 
rate  on  pig  iron  should  be  not  less  than  5  cents  per  hundred 
pounds  lower  than  the  rate  on  manufactured  iron  articles. 

The  railroads  defended  the  rate  on  the  ground  that  there 
never  had  been,  before  or  since,  a  movement  of  pig  iron  from 
Wharton  or  any  other  eastern  blast  furnace  point  to  Seattle. 
There  was  no  necessity  for  an  export  rate,  the  railroad  wit- 
nesses said,  because  there  was  no  competition  between  the  At- 
lantic and  Pacific  ports  at  the  time,  the  world  war  having 
destroyed  what  little  competition  there  had  been  before.  Pig 
iron,  however,  never  was  on  a  competitive  basis  as  between  At- 
lantic and  Pacific  ports.  The  Commission  called  attention  to 
the  fact  that  the  assailed  rate  yielded  4.17  mills  per  ton  mile 
and  19.16  cents  per  car  mile,  which  would  be  high  if  there  was 
any  volume  of  movement. 


SWITCHING  CHARGES  ON  LUMBER 

On  the  theory  that  the  rate  of  five  cents  per  100  pounds  for 
switching  two  carloads  of  lumber  from  one  private  siding  to 
another  in  Williamsport,  Pa.,  resulted  merely  in  an  overcharge 
and  not  the  imposition  of  an  unreasonable  rate,  the  Commission 
has  dismissed  No.  11355,  Central  Pennsylvania  Lumber  Co.  vs. 
Pennsylvania  Railroad  and  Director-General,  opinion  No.  6920 
62  I.  C.  C.,  99-100.  The  Commission  held  that  a  rate  of  21  cents 
per  ton,  applicable  on  switching  movements  within  the  yards, 
should  have  been  used  instead  of  the  sixth  class  rate  applicable 
on  road  hauls.  In  this  case,  the  lumber  came  from  Leetonia, 
Pa.,  to  Williamsport  over  lines  other  than  the  Pennsylvania 
Railroad.  It  was  put  on  the  side  track  of  the  complainant  for 
inspection  and  the  removal  of  the  inferior  lumber,  if  any,  that 
might  be  contained  in  the  carload.  After  that  inspection  and 
regrading  the  cars  were  switched  to  the  track  of  a  furniture 
company.  The  Pennsylvania  contended  that  the  shipments  could 
have  been  routed  from  Leetonia  over  its  rails,  and  if  that  had 
been  done,  the  switching  charge  would  have  applied  without 
question.  The  Commission  said  that  it  was  immaterial  how 
the  lumber  had  arrived  at  Williamsport;  that  the  movement  in- 
to Williamsport  was  from  one  private  siding  to  another  and  that 
the  rate  of  21  cents  per  ton  should  have  applied. 

RATE   ON    NITRATE   OF   SODA 

An  award  of  reparation  down  to  the  basis  of  15.3  cents  has 
been  made  in  No.  10527,  E.  I.  Du  Pont  De  Nemours  &  Co.  vs. 
N.  Y.  P.  &  N.,  Director-General,  et  al.,  opinion  No.  6924,  62 
I.  C.  C.  109-10,  the  Commission  holding  that  the  applicable  joint 
sixth  class  rate  of  22.1  cents  on  imported  nitrate  of  soda  from 
Norfolk,  Va.,  to  Carney's  Point,  N.  J.,  in  February,  1917,  was 
unreasonable  because  and  to  the  extent  that  it  exceeded  a  com- 
bination of  intermediates  amounting  to  15.3  cents,  based  on 
Philadelphia. 


PIG   IRON,   MEMPHIS  TO   BELLEVILLE 

A  holding  of  unreasonableness  and  an  award  of  reparation 

have  been  made  in  No.  11711,  Tuffli  Bros.  Pig  Iron  &  Coke  Co. 

vs.    Director-General,    as    agent,    opinion    No.   6923,   62   I.   C.   C. 

107-8.    The  complaint  was   against  a  rate   of  31.5  cents  on  a 


carload  of  pig  iron  shipped  in  February,  1920,  from  Memphis  to 
Belleville,  111.  Complainant  alleged  that  it  was  unreasonable  to 
the  extent  that  it  exceeded  15  cents.  The  31.5-cent  rate  is  the 
sixth  cass  applicable  in  the  absence  of  commodity  rates  on  pig 
iron.  The  Commission  held  it  was  unreasonable  because  and  to 
the  extent  that  it  exceeded  the  rate  on  special  iron  articles  con- 
temporaneously in  effect  over  the  Illinois  Central  from  Memphis 
to  Belleville.  That  rate  was  15  cents  per  100  pounds. 


RATE  ON   MOLDING  SAND 

The  Commission  has  dismissed  No.  11503,  Rock  Products 
Traffic  League  vs.  Director-General,  as  agent,  C.  B.  &  Q.  R.  R. 
et  al.,  opinion  No.  6922,  62  I.  C.  C.  105-6,  holding  that  the  rate 
on  molding  sand  from  Ottawa,  111.,  to  Chattanooga,  Tenn.,  be- 
tween August  1,  1918,  and  May  29,  1920,  had  not  been  shown 
to  be  unreasonable  or  otherwise  unlawful.  The  complainant  al- 
leged that  the  rate  of  |3.70  a  ton  charged  by  the  carriers,  was 
unreasonable  and  unduly  prejudicial  to  the  extent  that  it  ex- 
ceeded $3.20,  contemporaneously  in  effect  from  Ottawa  to  Pitts- 
burgh, Pa.,  Buffalo,  N.  Y.,  and  other  points  in  the  same  group. 
Most  of  the  shipments  moved  through  Evansville,  Ind.,  and 
Nashville,  Tenn.,  a  distance  of  641  miles.  Complainant  cited 
rates  of  $2.30  from  Ottawa  to  Cleveland,  O.,  428  miles,  and  $2 
to  Wallaceburg,  Ont.,  523  miles,  and  insisted  that  transportation 
conditions  from  and  to  these  points  were  similar  to  those  from 
Ottawa  to  Chattanooga.  The  Commission  said  the  facts  of  rec- 
ord did  not  sustain  this  contention. 


RATES  ON    CEMENT   PLASTER 

The  Commission  has  dismissed  No.  10950,  Acme  Cement 
Plaster  Co.  vs.  A.  T.  &  S.  F.,  Director-General,  et  al.,  opinion 
No.  692g,  62  I.  C.  C.  119-22,  holding  that  the  combination  rates 
on  cement  plaster  from  Acme,  N.  M.,  and  Acme,  Tex.,  to  points 
in  Illinois,  Indiana,  Ohio,  Alabama  and  Florida,  bearing  a  so- 
called  double  increase  under  General  Order  No.  28,  had  not  been 
shown  to  be  unreasonable  or  otherwise  unlawful.  The  report 
covers  No.  10951,  Same  vs.  Director-General,  as  agent,  et  al.; 
No.  10951,  Sub-No.  1,  Same  vs.  Same;  Sub-No.  2,  Same  vs.  Same; 
and  No.  10952,  Same  vs.  Same.  The  only  question  at  issue  was 
as  to  whether  the  application  of  the  increase  of  2  cents  per 
hundred  pounds  to  each  factor  of  combination  rates  made  them 
unreasonable.  Complainants  contended  that  General  Order  No. 
28  intended  only  one  increase  to  be  made  in  the  through  rate, 
but  that  argument  did  not  appeal  to  the  Commission  with  com- 
pelling force. 


FUEL  OIL,  CASPER,  WYO.,  TO  WHITING,    IND.      .' 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11786,  Mid- West  Refining.  Co.  vs.  Diretcor- 
General,  as  agent,  opinion  No.  6934,  62  I.  C.  C.  135-6,  as  to  a 
rate  of  54.5  cents  on  38  cars  of  fuel  oil,  shipped  in  September, 
1918,  from  Casper,  Wyo.,  to  Whiting,  Ind.  The  rate  was  held 
unreasonable  because  and  to  the  extent  that  it  exceeded  a  sub- 
sequently established  rate  of  45.5  cents.  The  imposition  of  the 
higher  rate  was  due  to  the  fact  that  the  Elgin,  Joliet  &  Eastern 
had  not  been  shown  as  participating  in  the  joint  rate  at  the 
time  of  movement.  That  carrier  said  that  failure  to  include 
itself  in  that  tariff  was  an  oversight,  corrected  as  soon  after 
discovery  as  possible.  Reparation  awarded  amounted  to  $2,890. 


SULPHURIC  ACID,  DENVER  TO  GALENA,  TEX. 

An  award  of  reparation  has  been  made  in  No.  11652,  Galena 
Signal  Oil  Co.  (of  Texas)  vs.  Colorado  &  Southern,  Director- 
General,  et  al.,  opinion  No.  6936,  62  I.  C.  C.  139-41,  on  account  of 
an  unreasonable  rate  of  41.5  cents  on  tank  carloads  of  sulphuric 
acid,  shipped  between  March  14,  1919,  and  May  17,  1920,  from 
Denver  to  Galena,  Tex.  The  Commission  found  the  rate  to  be 
unreasonable  because  and  to  the  extent  that  it  exceeded  the 
aggregate  of  intermediates  of  38  cents.  The  complainant  asked 
for  a  rate  of  31.5  cents  on  the  theory  that  any  higher  rate  would 
be  unduly  prejudicial.  The  railroad  cured  that  by  establishing 
a  rate  of  38  cents,  effective  August  10,  1920,  to  other  refining 
points  in  Texas  in  competition  with  Galena. 


.  RATE   ON    KAINIT 

The  Commission  has  dismissed  No.  11576,  Planters  Fertilizer 
&  Phosphate  Co.  et  al.  vs.  Atlantic  Coast  Line  et  al.,  opinion 
No.  6932,  62  I.  C.  C.  131-2,  holding  that  the  rate  on  kainit,  car- 
loads, from  Norfolk,  Va.,  to  Charleston,  S.  C.,  of  $3.80  per  ton 
applied  on  shipments  moving  in  February  and  March,  1920, 
was  not  unreasonable,  unjustly  discriminatory  or  unduly  preju- 
dicial. The  kainit  was  landed  at  Norfolk  instead  of  Charleston 
to  avoid  congestion  at  the  latter  port.  The  Commission  pointed 
to  the  fact  that  it  had  prescribed  rates  on  fertilizer  material 
in  other  parts  of  the  Southeast  as  high  as  or  higher  than  the 
rate  under  attack,  hence  its  dismissal.  The  report  also  em- 
braces a  sub  number,  Molony  &  Carter  Co.  vs.  Director-Gen- 
eral, as  agent,  and  Southern  Railway. 


RATES   ON    COTTON 

An  order  of  dismissal  has  been  entered  in  No.  11410,  Rum- 
ble &  Wensel  Co.  vs.  Director-General,  as  agent,  opinion  No. 
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6925,  62  I.  C.  C.  110-12,  the  Commission  holding  that  the  rates 
on  cotton  from  Fayette,  Pattlson,  Hermanville,  St.  Elmo,  Ins- 
more  and  Utlca,  Miss.,  concentrated  and  compressed  at  Natchez 
.mil  reshipped  to  New  Orleans  after  June  25,  1918,  were  not  un- 
reasonable, unjuBtly  discriminatory  or  unduly  prejudicial.  The 
defendants  pointed  out  that  Natchez  is  at  the  end  of  a  branch 
inn-  :mil  iliai  shipments  moving  through  Natchez  to  New  Orleans 
from  the  points  in  question  take  out  of  line  hauls  ranging  from 
52  to  56  miles. 


RATE   ON   COPRA 

The  Commission  has  dismissed  No.  11258,  Procter  &  Gamble 
Manufacturing  Co.  vs.  Staten  Island  Rapid  Transit  Railway  and 
Director-General,  opinion  No.  6927,  62  I.  C.  C.  116-18,  holding 
that  the  minimum  fifth  class  rate  of  9  cents  Imposed  on  27 
carloads  of  copra  from  the  Vandam  warehouse,  at  Mariner's 
Harbor,  S.  I.,  to  Port  Ivory,  N.  Y.,  in  the  first  three  months 
of  1919,  was  not  unreasonable.  After  the  shipments  moved,  a 
rate  of  2.5  cents  was  established.  The  Commission  refused  to 
regard  that  as  a  reasonable  rate  on  the  emergency  shipments 
in  question.  At  the  hearing  it  was  admitted  that  there  prob- 
ably never  would  be  such  shipments  in  the  future  unless  some 
other  emergency  arose. 


RATE  ON  PIECES  OF  IRON  AND  STEEL 
An  order  of  dismissal  has  been  made  in  No.  11546,  D'Arcy 
Spring  Co.  vs.  Michigan  Central  and  Director-General,  opinion 
No.  6931,  62  I.  C.  C.  129-30,  the  Commission  holding  that  the 
rate  on  pieces  of  iron  and  steel  rated  as  scrap  iron,  in  car- 
loads, from  Ann  Arbor  to  Kalamazoo,  Mich.,  during  federal 
control  was  not  unjust  or  unreasonable.  Sixth  class  of  13  cents 
was  applied  on  that  short  haul.,  The  complainant  showed  many 
lower  rates,  but  they  did  not  persuade  the  Commission  that 
it  should  award  reparation  in  this  case. 


SLACK  COAL,  DEERING  TO  CANEY,  KAN. 
A  finding  of  unreasonableness  and  an  award  of  reparation 
and  a  denial  of  fourth  section  relief  have  been  made  in  Np. 
11696,  Weir  Smelting  Co.  vs.  Director-General,  as  agent,  and 
parts  of  fourth  section  applications  Nos.  4218  and  4220,  opinion 
No.  6926,  62  I.  C.  C.  113-15,  as  to  slack  coal  from  Deering,  Kan., 
to  Caney,  Kan.,  during  federal  control.  Charges  were  collected 
at  the  rate  of  75  cents  prior  to  October  30,  1919,  and  90  cents 
thereafter.  The  Commission  found  that  the  rate  of  90  cents 
was  unreasonable  to  the  extent  that  it  exceeded  75  cents. 


WATER,  HOWESVILLE  TO  MIDLAND,  IND. 
An  award  of  reparation  has  been  made  in  No.  11436,  Row- 
land-Power Consolidated  Collieries  Co.  et  al.  vs.  C.  I.  &  L.,  Di- 
rector-General, et  al.,  opinion  No.  6921,  62  I.  C.  C.  101-4,  on 
account  of  unreasonable  rates  of  $14.50  and  $15  per  car  on  water 
in  tank  cars,  from  Howesville,  Ind.,  to  complainants'  mines  near 
Midland,  Ind.,  during  federal  control.  The  Commission  held  that 
the  rates  were  unreasonable  because  and  to  the  extent  that  they 
exceeded  $9  for  15  miles  and  less  and  $11.50  for  distances  more 
than  15  miles,  with  no  additional  charges  for  special  train  service. 


RATE   ON   SECOND-HAND  TANKS 

Reparation  has  been  ordered  in  No.  11977,  Mexican  Gulf  Oil 
Co.  vs.  Midland  Valley,  Director-General,  et  al.,  opinion  No.  6937, 
62  I.  C.  C.  141-3,  on  account  of  an  unreasonable  rate  of  87.5  cents, 
which  is  full  fifth  class,  on  second-hand  plate-iron  tanks,  knocked 
down,  in  carloads,  from  Watkins,  Okla.,  to  Port  Arthur,  Tex. 
The  Commission  said  that  reparation  should  be  made  down  to 
69  cents  applicable  on  new  tanks  from  Tulsa  and  Sand  Springs 
to  Port  Arthur. 


BLACKSTRAP,  MOBILE  AND  NEW  ORLEANS  TO  MEMPHIS 
The  Commission  has  dismissed  No.  11647,  Memphis  Mer- 
chants Exchange  et  al.  and  the  intervening  petitions  therein, 
opinion  No.  6919,  62  I.  C.  C.  96-8,  holding  that  the  rates  on  im- 
ported blackstrap  molasses  in  tank  cars  from  Mobile  and  New 
Orleans  to  Memphis  in  December,  1919,  and  January,  1920,  and 
after  February  25,  1920,  were  not  unreasonable. 


IXTLE,  TEXAS  TO  PEORIA,  ILL. 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  ixtle  fiber,  from  Laredo  and  Eagle  Pass,  Tex.,  to  Peoria,  111., 
has  been  made  in  No.  11811,  Peoria  Cordage  Co.  vs.  Galveston, 
Harrisburg  &  San  Antonio,  Director-General,  et  al.,  opinion  No. 
6935,  62  I.  C.  C.  137-8.  The  Commission  held  that  the  rate  on 
18  carloads  of  fiber  shipped  in  September,  1920,  on  the  fourth 
class  basis  of  $1.57%,  minimum  30,000  pounds,  was  unreasonable 
because  and  to  the  extent  that  it  exceeded  67  cents,  minimum. 
24,000  pounds. 


GRAVEL,   BENTON,   ARK.,  TO   SHR£VEPORT 
Application  of  the  Shreveport  scale  has  been  ordered  by  the 
Commission  in  a  report  on  No.  11443,  Shreveport  Producing  & 
Refining  Corporation  vs.  C.  R.  I.  &  P.,  Director-General,  et  al., 


opinion  No.  6929,  62  I.  C.  C.  123-6,  on  gravel  from  Benton,  Ark., 
to  Shreveport.  The  carriers  are  to  check  In  rates  In  accordance 
with  the  Commission's  orders  on  or  before  September  19.  The 
complaint  in  this  case  was  against  tne  application  of  the  joint 
class  E  rate  of  29  cents,  governed  by  Western  Classification. 
The  Commission  held  that  that  rate  was  unreasonable  to  the 
extent  that  it  exceeded  7  cents  on  shipments  moving  over  the 
Missouri  Pacific  and  the  Texas  &  Pacific;  7.5  cents  on  shipments 
moving  over  the  Rock  Island  and  the  V.  S.  &  P.,  and  10  cent* 
on  the  shipments  over  the-  Rock  Island  and  the  L.  R.  &  N. 


SUPPLEMENT   TO    MINNESOTA    FARES   AND   CHARGES 

In  a  supplemental  report  on  No.  11776,  Minnesota  Fares  and 
Charges,  opinion  No.  6951,  62  I.  C.  C.  198-9,  written  by  Commis- 
sioner Aitchison,  the  names  of  a  number  of  short  lines  were 
eliminated  because  they  do  not  participate  in  the  traffic  under 
consideration  in  that  state  rate  case.  The  roads  which  are  to 
be  eliminated  are  as  follows:  The  Duluth  &  Northern  Minne- 
sota Railway  Company;  Duluth  &  Northeastern  Railroad  Com- 
pany; Electric  Short  Line  Railway  Company;  the  Hill  City  Rail- 
way Company;  Interstate  Car  Transfer  Company;  Minneapolis 
&  Rainy  River  Railway  Company;  Minneapolis,  Red  Lake  & 
Manitoba  Railway  Company;  Minneapolis,  Northfleld  &  Southern 
Railway;  Minnesota,  Dakota  &  Western  Railway  Company;  Min- 
nesota Northwestern  Electric  Railway  Company;  Minnesota 
Transfer  Railway  Company;  and  St.  Paul  Bridge  &  Terminal 
Railway  Company. 


EXPORT  RATES  ON  CARBON  BLACK 

The  Commission  has  dismissed  No.  11607,  Ault  &  Wiborg 
vs.  Kansas,  Oklahoma  &  Gulf,  Director-General,  et  al.,  opinion 
No.  6933,  62  I.  C.  C.  133-4,  holding  that  the  rates  on  carbon  black 
from  Dewar,  Okla.,  to  Seattle  and  San  Francisco  for  export,  in 
August,  1918,  and  February,  1919,  were  not  unreasonable.  Prior 
to  June  25,  1918,  there  was  an  export  rate  of  $1  on  carbon  black. 
Cancellation  of  all  import  and  export  rates  by  General  Order 
No.  25,  caused  the  application  of  domestic  rates  of  $2.315  and 
$2.125,  at  a  minimum  of  24,000  instead  of  the  export  minimum 
of  30,000.  The  shipments  to  Seattle  were  less  than  the  export 
minimum,  while  that  to  San  Francisco  was  a  little  above  the 
export  minimum.  The  Commission  called  attention  to  the  fact 
that  the  charges  on  the  domestic  rates  were  only  $18  per  car 
higher  than  they  would  have  been  at  the  old  export  rate  and 
minimum.  The  ton-mile  and  car-mile  for  the  long  hauls  were 
high.  The  traffic  to  Seattle  yielded  18.5  mills  per  ton-mile  and 
23.5  cents  per  car-mile  for  a  haul  of  approximately  2,500  miles. 
The  traffic  to  San  Francisco  yielded  17.7  mills  and  29.7  cents 
on  a  haul  of  about  2,400  miles. 


COMMISSION   ORDERS 

The  Macon  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12784,  Southeastern  Express  Co.  vs.  American 
Railway  Express  Co. 

The  Oakland  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  9294,  Portland  Traffic  &  Transportation  Assn 
vs.  Southern  Pacific  and  Director-General,  No.  9434,  Portland 
Traffic  &  Transportation  Assn.  vs.  Same,  and  No.  9472,  the  Med- 
ford  Commercial  Club  vs.  Same. 

The  complaint  in  No.  12860,  Daniel  Green  Felt  Shoe  Co. 
et  al.  vs.  Director-General,  has  been  amended  and  the  Atlantic 
City  Railroad  and  other  carriers  have  been  made  additional 
parties  defendant. 

On  further  consideration  of  the  record  and  of  complain- 
ant's petition  for  rehearing,  the  Commission  has  reopened  for 
further  hearing  No.  11063,  Holly  Ridge  Lumber  Co.  vs.  Director- 
General  and  Missouri  Pacific. 

Complainants'  petitions  for  rehearing  of  No.  11377  United 
States  Importing  &  Exporting  Co.  vs.  Director-General,  C  & 
N.  W.  et  al.,  and  No.  8757,  United  States  Gypsum  Co.  vs.  Culver 
&  Port  Clinton  Railroad,  Director-General,  et  al.,  have  been  de- 
nied. 

The  Commission  has  reopened  for  reargument  I.  &  S.  1280 
Rail  and  Water  Rates  from  Atlantic  Seaboard  Territory  to  Texas 
points.  Argument  will  be  had  July  9  at  Washington,  and  the 
order  entered  May  28  will  remain  in  full  force  pending  this  argu- 
ment and  the  decision  thereon. 

The  order  entered  in  No.  10827,  Swift  Lumber  Co.  vs  Fern- 
wood  &  Gulf  Ry..  Director-General,  et  al.,  has  been  modified  so 
as  to  become  effective  September  5  instead  of  August  5. 

The  Texas  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12782,  Rio  Grande  Valley  Chamber  of  Com- 
merce et  al.  vs.  St.  Louis,  Brownsville  &  Mexico  Ry.  et  al. 

Protestants'  petition  for  reargument  and  modification  of  the 
findings  in  I.  &  S.  1263.  substitution  of  35  per  cent  for  33%  per 
cent  increase  in  class  and  commodity  rates  between  eastern  and 
southern  groups  and  the  southwest,  has  been  denied. 

Defendant's  petition  for  rehearing  of  No.  4800,  Sloss-Shef- 
fleld  Steel  &  Iron  Co.  et  al.  vs.  L.  &  N.  et  al.,  has  been  denied. 

The  Harlan  County  Coal  -Operators'  Assn..  Hazard  Coal 
Operators'  Exchange  and  Southern  Appalachian  Coal  Operators' 
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Assn.  have  been  permitted  to  intervene  in  No.  12698,  Southern 
Ohio  Coal  Exchange  vs.  C.  &  O.  et  al. 

The  Chamber  of  Commerce  of  Columbus,  Neb.,  has  been 
permitted  to  intervene  in  No.  12709,  Chamber  of  Commerce  of 
Grand  Island,  Neb.,  et  al.  vs.  Aberdeen  &  Reckflsh  et  al. 

Petition  of  the  Director-General  for  reargument  or  rehearing 
in  No.  11400,  Atlantic  Refining  Co.  vs.  Director-General,  and 
Pennsylvania  Railroad,  has  been  denied. 

On  petition  of  complainant,  the  Commission  has  reopened  for 
further  hearing  No.  11640,  Swift  &  Co.  vs.  Director-General. 

The  Commission  has  reopened  No.  8418,  Railroad  Commis- 
sion of  Louisiana  vs.  Aransas  Harbor  Terminal  et  al.,  and  related 
cases,  for  the  purpose  of  considering  the  reasonableness,  re- 
lationship and  proporiety  of  the  differential  rates  to  and  from 
points  on  the  Stamford  &  Northwestern  branch  of  the  Wichita 
Valley  Railway  Company. 

The  Commission  has  denied  petition  of  the  Dallas  Cooperage 
&  Woodenware  Company  and  others  for  a  modification  of  the 
Commission's  report  and  order  in  No.  8418,  Railroad  Commission 
of  Louisiana  vs.  Aransas  Harbor  Terminal  et  al.,  and  related 


DEMURRAGE  ON  FROZEN  ORE 

The  Traffic  World  Washington  Bureau 

On  its  own  initiative  the  Commission  has  reopened  No. 
11085,  Virginia  Iron,  Coal  &  Coke  Co.  vs.  Norfolk  &  Western, 
Director-General,  "for  reconsideration."  That  is  the  case  in 
which  the  Commission  held  that  demurrage  charges  on  27  car- 
loads of  frozen  iron  ore  at  Roanoke,  Va.,  were  unreasonable, 
because  the  terminal  trainmaster  knew  that  the  ore  was  frozen 
and,  therefore,  the  company  knew  that  it  was  frozen,  and  there 
was  no  necessity  for  the  written  notice  required  by  the  demur- 
rage code  when  a  shipper  desires  to  avail  himself  of  an  exten- 
sion of  the  time  for  unloading  because  of  the  condition  of  the 
lading. 

Commissioner  Hall  dissented  in  the  original  opinion,  saying 
that  in  his  opinion  the  demurrage  rules  requiring  written  no- 
tice within  the  prescribed  free  time  is  not  unreasonable  for 
general  application  and  should  not  be  departed  from  in  this  case 
where  oral  notice  was  given  to  what  he  called  a  minor  employe 
after  expiration  of  the  free  time.  He  said  a  showing  as  strong 
could  be  made  in  many  other  cases  and  the  tendency  would  be 
toward  elimination  of  the  rule. 

"We  would  then  have  to  decide  in  each  case  whether  what 
had  been  done  constituted  notice.  The  carriers  would  have 
like  opportunity  and  the  door  would  be  opened  for  unlawful 
discriminations  between  shippers,"  said  Commissioner  Hall.  He 
said  the  Commission,  in  disposing  of  this  case,  should  have  fol- 
lowed Pennsylvania  Railroad  Co.  vs.  Kittanning  Iron  &  Steel 
Co.,  253  U.  S.  319,  and  Wharton  Steel  Co.  vs.  Director-General, 
59  I.  C.  C.  613.  In  the  first  mentioned  case  the  Kittanning  Co. 
obtained  judgment  in  the  lower  courts.  The  Pennsylvania  was 
so  well  satisfied  that  the  case  would  go  against  it  if  appealed 
that  some  of  the  junior  counsel  in  that  company's  organization 
had  a  hard  time  in  persuading  their  superiors  to  allow  them  to 
take  an  appeal.  The  juniors  prevailed  upon  their  superiors 
with  the  result  that  the  Supreme  Court  of  the  United  States 
reversed  the  decision  of  the  lower  court  and  thereby,  appar- 
ently, established  it  as  a  rule  without  exception,  that  when  ore 
is  frozen  written  notice  of  a  desire  to  take  advantage  of  the 
weather  rule  must  be  served  upon  the  carrier  within  the  48 
hours  of  free  time,  or  else  demurrage  will  run. 

The  Commission  in  the  Virginia  case  held,  in  effect,  that 
when  the  terminal  trainmaster  or  any  other  responsible  em- 
ploye of  a  company  knew  that  the  lading  was  frozen  the  writ- 
ten notice  required  by  the  rules  need  not  be  given. 

The  reopening  by  the  Commission  of  the  so-called  Virginia 
frozen  ore  case,  is  taken  as  an  indication  that  it  is  going  deeply 
into  the  subject  with  a  view  to  having  revised  the  rule  under 
which  demurrage  is  now  assessed,  so  as  to  accomplish  the  end 
in  view — an  increase  in  the  time  for  unloading  by  reason  of  the 
fact  that  frozen  ore  or  other  commodity  of  similar  character 
cannot  be  taken  out  of  the  cars  as  speedily  as  usual  when  it  is 
necessary  to  employ  heating  or  grubbing  apparatus.  Counsel 
for  the  Cambria  Steel  Company  and  others,  in  docket  No.  12150, 
have  gone  exhaustively  Into  the  subject  to  point  out  that  the 
rule  is  in  violation  of  the  first,  second  and  third  sections  of  the 
interstate  commerce  law,  and  that  it  works  a  hardship  on  a 
shipper  unless  he  provides  heating  or  thawing  machinery  enough 
to  take  care  of  the  maximum  number  of  cars  that  could  be  con- 
structively placed  in  a  spell  of  freezing  weather. 

The  present  controversy  grew  out  of  a  dispute  over  the 
meaning  of  the  word,  "shipments."  The  language  of  the  rule 
adopted  in  1910  and  continued  without  substantial  change  until 
recently  said  that  "when  shipments  are  frozen  while  in  transit" 
demurrage  would  not  be  collected  if  the  consignee  gave  notice 
of  its  condition.  The  word  "shipments"  brought  about  a  suit 
by  the  Pennsylvania  Railroad  against  the  Kittanning  Iron  & 
Steel  Company  for  demurrage  charges  on  cars  delivered  in  Decem- 
ber, 1912,  and  the  early  months  of  1913.  The  question  under  de- 
bate between  the  railroad  company  and  the  consignee  was  whether 


the  word  "shipments"  referred  to  the  whole  consignment  or 
to  each  individual  car.  The  reason  for  the  controversy,  counsel 
for  the  Cambria  Steel  Company  said,  could  be  seen  from  the 
statement  of  a  simple  illustration: 

"Assume  that  five  cars  are  delivered  with  contents  frozen; 
one  car  at  a  time  is  put  under  process  of  thawing  by  steam  and 
each  car  requires  one  day  for  the  thawing  process.  If  'ship- 
ment' refers  to  the  entire  consignment  of  five  cars,  no  demurrage 
is  collectible  because  the  exemption  runs  until  the  entire  num- 
ber of  cars  has  been  thawed,  and  extends  to  the  cars  awaiting 
their  turn  at  the  thawing  plant.  If  'shipment'  means  each  in- 
dividual car,  however,  demurrage  runs  against  the  cars  await- 
ing their  turn  at  the  thawing  plant  and  charges  for  demurrage 
would  be  assessed  on  the  three  cars  held  beyond  the  first  two 
days,  which  are  free  days  regardless  of  the  weather  rule." 

The  suggestions  made  by  the  attorneys  for  the  iron  and 
steel  companies  in  regard  to  the  rule  as  it  now  stands  are  that 
the  96-hour  free  time  should  be  extended  (no  number  of  days 
is  suggested);  that  credits  should  be  allowed  at  the  rate  of 
one  credit  for  each  day  of  free  time  remaining  after  unloading; 
and  that  there  be  no  uncancellible  debits  on  any  car. 

The  brief  for  the  Cambria  Steel  Company  said  it  was  a 
co-incidence  that  on  the  day  hearing  in  this  case  was  concluded, 
the  decision  in  the  Virginia,  Iron,  Coal  &  Coke  case  was  made 
public.  The  brief  says  the  Commission  therein  reiterated  the 
fundamental  upon  which  the  complainants  had  relied  through- 
out in  their  treatment  of  the  demurrage  question — that  the 
primary  purpose  of  imposing  demurrage  is  to  promote  the  prompt 
movement  of  cars  in  the  public  interest,  and  that  there  is  no 
real  connection  between  the  rate  and  the  demurrage  charge. 
Attorneys  for  the  steel  companies  contended  that  the  only  reason 
for  imposing  demurrage  was  that  equipment  might  be  released 
for  use  regardless  of  how  much  or  how  little  it  could  earn  in 
comparison  with  the  amount  of  revenue  that  would  accrue  under 
the  demurrage  charge. 


CLARK  URGES  COAL  RESERVE 

The  Traffic  World  Washington  Bureau 

The  Interstate  Commerce  Commission,  through  Chairman 
Clark,  June  27,  issued  an  appeal  to  the  railroads,  electric  rail- 
ways and  public  utilities  to  build  up  coal  reserves  against  a 
repetition  of  the  conditions  faced  in  the  summer  of  1920,  when 
the  Commission  invoked  its  emergency  powers  under  the  trans- 
portation act  to  effect  the  movement  of  coal.  Letters  were  sent 
by  Chairman  Clark  to  T.  DeWitt  Cuyler,  chairman  of  the  As- 
sociation of  Railway  Executives;  M.  H.  Aylesworth,  executive 
manager  of  the  National  Electric  Light  Association;  Charles  L. 
Henry,  chairman  of  the  American  Electric  Railway  Association, 
and  G.  W.  Elliott,  secretary  of  the  National  Committee  on  Gas 
and  Electric  Service.  The  letter  to  Mr.  Cuyler  follows: 

As  you  doubtless  know,  the  production  and  transportation  of 
bituminous  coal  has  been  disappointingly  small  this  summer  and  is 
now  at  a  disappointingly  low  stage.  The  Commission  requests  that  1 
write  suggesting  the  importance,  in  the  interest  of  the  conditions 
which  may  exist  during  the  late  summer  and  fall,  of  having  the  rail- 
roads and  other  large  users  of  coal  acquire  now  while  conditions  are 
easy  a  reasonably  liberal  reserve  supply.  We  suggest  that  this  mat- 
ter be  brought  to  the  attention  of  the  members  of  your  association, 
together  with  a  recommendation  that  in  so  far  as  is  practicable  they 
act  thereon.  We  realize,  of  course,  that  it  is  not  practicable  to  store 
a  full  winter's  supply,  but  if  a  reasonable  reserve  is  now  accumu- 
lated it  will  help  out  greatly  when  and  if  a  period  of  so-called  car 
shortage  occurs  later  which  is  in  any  respects  comparable  with  that 
which  we  experienced  last  year.  We  are  taking  this  matter  up  with 
associations  of  public  utilities,  etc.,  that  use  large  quantities  of  coal 
and  that  need  a  dependable  supply. 

Will  you  kindly  act  on  this  suggestion,  and  will  you  be  good 
enough  to  advise  us  of  the  results? 

Identical  letters  were  sent  to  the  others  named,  a  copy  of 
which  follows: 

As  you  doubtless  know,  the  production  and  shipment  of  bitum- 
inous coal  has  been  and  is  disappointingly  low.  Yin,  of  course,  recall 
the  difficulties  of  last  year  during  the  late  summer  and  fall  which 
grew  out  of  the  fact  that  there  had  been  a  general  disinclination  to 
buy  and  provide  necessary  supplies  earlier  in  the  season. 

In  the  interest  of  avoiding  a  repetition  of  these  circumstances  the 
Commission  has  requested  me  to  write  you  suggesting  the  import- 
ance, as  we  see  it,  of  securing  as  promptly  as  possible  a  reasonable 
reserve  against  the  difficulties  that  will  be  presented  if  later  we  get 
into  a  sustained  period  of  so-called  car  shortage,  and  to  request  that 
you  bring  the  matter  actively  to  the  attention  of  the  members  of 
your  association. 

We  appreciate,  of  course,  that  it  is  impracticable  to  put  into 
storage  an  entire  winter's  supply.  What  we  are  suggesting  is  the 
accumulation  now  while  transportation  Is  easy  and  cars  are  idle  of 
a  reasonable  reserve  supply  which  will  help  out  greatly  if  and  when 
the  pinch  comes. 

Will  you  kindly  act  on  this  suggestion,  and  will  you  he  good 
enough  to  advise  me  of  your  action  and  the  results  therefrom? 


COURSES    IN    BOXING   AND   CRATING 

The  United  States  Department  of  Agriculture,  Forest  Serv- 
ice, Forest  Products  Laboratory,  at  Madison,  Wis.,  announces 
that  the  response  of  industries  to  the  recent  practical  training 
courses  of  instruction  in  boxing  and  crating  has  prompted  the 
laboratory  to  announce  dates  for  three  additional  courses.  These 
courses  will  be  given  July  25  to  30,  September  26  to  October  1, 
and  November  7  to  12. 


July  2.  192 
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Tentative  Reports  of  the  Commission 


YELLOW  PINE  FROM  TEXAS 

In  a  tentative  report  on  No.  11288,  Kirby-Bonner  Lumber  Co. 
vs.  Director-General,  as  agent.  Examiner  F.  E.  Early  has  recom- 
mended a  finding  that  the  rates  on  yellow  pine  lumber  and  tim- 
bers from  Texas  points  to  Texas  Gulf  ports,  Laredo  and  New 
Orleans  lor  export  had  not  been  shown  unjustly  discriminatory  or 
unduly  prejudicial.  He  further  recommended  that  the  rates  from 
1!<  ssmay  and  Call  to  New  Orleans;  from  Bronson,  Browndell 
and  Steep  Creek  to  Beaumont;  from  Bessmay,  Silsbee,  Call 
Junction,  Roganville,  Fuqua  and  Evadale  to  Port  Bolivar;  and 
from  Bronson  to  Texas  City  were  not  unreasonable;  but  that 
the  rates  from  Bessmay,  Evadale  and  Silsbee  to  Beaumont  and 
from  Evadale  to  Laredo  were  unreasonable  to  the  extent  that 
they  exceeded  the  rates  subsequently  established;  and  that  the 
rates  from  Call  Junction  and  Roganville  to  Beaumont  and  from 
Bronson,  Browndell  and  Steep  Creek  to  Port  Bolivar  were  un- 
reasonable to  the  extent  that  they  exceeded  7,  8,  12.5,  12  and 
12.5  cents,  respectively.  The  shipments  in  question  moved  in 
the  period  between  July  24,  1918,  and  March  3,  1919.  The  trouble 
was  caused  by  General  Order  No.  28 


RATE  ON  NITRATE  OF  SODA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
and  an  order  establishing  a  reasonable  rate  has  been  recom- 
mended by  Examiner  F.  E.  Early,  in  a  report  on  No.  12007,  E.  I. 
du  Pont  de  Nemours  &  Co.  vs.  C.  M.  &  St.  P.,  Director-Gen- 
eral et  al.  Early  recommended  a  holding  that  the  rate  on 
nitrate  of  soda  imported  from  Chile  via  Tacoma,  Wash.,  to 
Kamsay,  Mont.,  in  the  period,  July  27,  1918,  ta  November  30, 
1919,  was  unreasonable  because  and  to  the  extent  that  it  ex- 
ceeded 39  %  cents  for  the  haul  from  the  port  to  Ramsay,  and 
that  the  rate  for  the  future  will  be  unreasonable  to  the  extent 
that  it  may  exceed  49.5  cents. 

Prior  to  June  25,  1918,  there  was  an  import  commodity  rate 
of  21.5  from  Tacoma  to  Ramsay,  and  a  domestic  rate  of  40  cents. 
The  cancellation  of  the  import  rate  and  the  increase  in  the 
domestic  rate  put  the  domestic  commodity  rate  up  to  50  cents. 
The  complainant  protested  against  this  adjustment  as  unjustly 
discriminatory  against  it  because  the  domestic  rate  from  San 
Francisco  to  Bacchus,  Utah,  where  the  principal  competitor  of 
the  complainant  was  doing  business,  was  increased  to  only  39.5 
cents.  This  failure  to  preserve  the  parity  that  had  theretofore 
existed  between  the  Tacoma-Ramsay  rate,  and  the  San  Fran- 
cisco-Bacchus rate  resulted  from  the  fact  that  there  was  no  dif- 
ference at  the  time  General  Order  No.  28  was  issued,  between 
the  domestic  and  the  import  rate. 

Reparation  is  to  be  made  to  the  basis  of  rates  recommended 
by  Early. 

RATE  ON  YELLOW  PINE 

Examiner  F.  E.  Early,  in  a  report  on  No.  11553,  Beaumont 
Chamber  of  Commerce  vs.  Beaumont,  Sour  Lake  &  Western,  Di- 
rector-General, et  al..  has  recommended  a  holding  that  the  ap- 
plicable rate  on  yellow  pine  lumber  and  timber  from  Bonway 
and  Wier  Gate,  Tex.,  to  Beaumont  for  export,  in  the  period  from 
July  1,  1918,  to  February  14,  1919,  was  unreasonable  to  the 
extent  that  it  exceeded  11  cents.  He  recommended  reparation 
amounting  to  $1,329. 

A  Class  D  rate  of  19.5  cents  was  imposed  on  30  carloads 
of  hewn  yellow  pine  timber.  After  the  shipments  had  moved 
an  export  commodity  rate  of  9  cents  was  established.  In  de- 
fending the  rate,  the  carriers  and  the  Director-General  showed 
that  it  resulted  from  a  strict  observance  of  General  Order  No. 
28.  They  contended  that  the  export  rates  prior  to  General  Order 
No.  28  were  unduly  low,  and  that  the  rate  comparisons  submitted 
by  complainant  were  of  little  probative  value  due  to  the  chaotic 
condition  of  the  lumber  rate  adjustment  during  the  period  in 
question. 


of  the  Pennsylvania  via  Belmont,  an  established  interchange 
point.  On  the  last  day  of  federal  control  a  commodity  rate  of 
9  cents  was  established,  but  prior  to  that  day  the  only  applicable 
rate  was  fifth  class  of  15  cents. 

In  the  final  analysis  the  question  was  as  to  what  would  have 
been  a  reasonable  rate  for  movement  through  the  congested 
terminals  of  Philadelphia,  the  traffic  having  to  be  hauled  across 
the  Schuylkill  twice.  Howell  said  the  Commission  should  hold 
that  the  15-cent  rate  was  unreasonabe  to  the  extent  that  It 
exceeded  the  9-cent  rate  established  on  February  29,  1920.  He 
said  that  the  rate  of  12.5  cents  now  in  effect  was  not  unreason- 
able. 


IMPORT  NITRATE  OF  SODA  RATE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  H.  Howell,  in  a  re- 
port on  No.  12266,  The  Barrett  Company  vs.  Pennsylvania  Rail- 
road, Director-General,  et  al.,  in  which  attack  was  made  upon  the 
import  rate  of  nitrate  of  soda  from  Port  Richmond,  Philadelphia, 
to  Frankford,  Philadelphia,  in  effect  during  1919,  and  prior  to 
February  29,  1920.  The  nitrate  in  question  was  imported  from 
Chile.  The  only  question  was  as  to  the  proper  rate  to  apply  for 
the  movement  from  one  part  of  Philadelphia  to  another.  It  was 
unloaded  at  Port  Richmond,  a  Philadelphia  station  of  the  Phila- 
delphia &  Reading.  It  was  moved  to  complainant's  siding  at 
Frankford,  which  is  served  through  the  Ontario  street  station 


ILLEGAL  CHARGES  ON  OIL 

A  finding  that  charges  were  illegal  has  been  recommended 
by  Examiner  F.  E.  Early  in  a  report  on  No.  12013,  Atlantic  Re- 
fining Co.  vs.  N.  Y.  N.  H.  &  H.,  Director-General,  et  al.  The 
charges  involved  were  collected  for  the  movement  from  the  Prov- 
idence, R.  I.,  freight  yards  to  the  complainant's  private  siding  at 
Providence  of  two  tank  carloads  of  lubricating  oil  shipped  from 
Point  Breeze,  Philadelphia.  The  refining  company  shipped  two 
carloads  of  lubricating  oil  from  its  plant  in  Philadelphia  to  its 
plant  in  what  it  supposed  to  be  Providence,  R.  I.  When  the 
cars  arrived,  the  New  Haven  said  delivery  could  not  be  made 
because  complainant's  plant  was  In  Auburn,  R.  I.  When  it  did 
deliver  the  cars  to  the  sidetrack  of  the  Atlantic  Refining  Com- 
pany it  assessed  a  local  rate  of  25  cents  per  100  pounds.  The 
examiner  said  that  the  switching  limits  of  neither  Providence 
nor  Auburn  were  described  in  the  tariffs  nor  were  the  industries 
in  those  two  places  set  forth  in  the  tariff. 

The  governing  classification  contains  a  rule  that  tank  cars 
containing  petroleum,  other  than  fuel  or  road  oil,  must  not  be 
shipped  and  will  not  be  delivered  unless  consigned  to  parties 
accepting  deliveries  on  private  sidings  or  railroad  sidings  where 
facilities  exist  for  piping  the  oil  from  tank  cars  to  permanent 
storage  tanks.  Complainant  asserted  that  none  of  the  shipments 
could  have  been  delivered  in  accordance  with  that  rule  at  Provi- 
dence if  the  position  taken  by  the  New  Haven  were  tenable.  The 
Providence  agent  of  the  New  Haven  in  the  hearing  on  the  case 
admitted  that  had  the  shipments  been  billed  to  Auburn  instead 
of  to  Providence,  it  was  quite  likely  they  would  have  been  han- 
dled into  Providence  and  then  handled  back  five  miles  through 
Auburn  to  complainant's  siding.  He  said  the  physical  operations 
would  have  depended  upon  the  character  of  the  train  in  which 
the  cars  were  moved. 

The  refining  company  said  that  it  learned,  subsequent  to  the 
movements  in  question,  that  its  plant  was  considered  by  the 
New  Haven  to  be  an  Auburn  industry.  Prior  to  that  time  it  had 
been  receiving  its  cars  notwithstanding  the  fact  that  they  were 
billed  to  Providence.  Since  that  it  has  learned  that  it  is  in  Au- 
burn and  not  in  Providence,  it  has  been  billing  its  cars  to 
Auburn,  R.  I.  As  a  matter  of  fact,  the  plant  is  within  the  cor- 
porate limits  of  Providence  and  has  a  private  sidetrack  with  the 
Harbor  Junction  branch  of  the  New  Haven. 


NATIONAL  PAVING  BRICK  CASE 

In  a  tentative  report  on  No.  10733,  National  Paving  Brick 
Manufacturers'  Association  et  al.  vs.  Alabama  &  Vicksburg  et 
al.,  Attorney  Examiner  W.  M.  Brown  has  recommended  a  uni- 
form brick  list  comprising  face,  fire  and  facing  brick,  hollow 
building  tile,  and  other  clay  products  with  similar  transporta- 
tion characteristics  or  application  in  all  territories  involved  in 
the  proceeding,  with  a  carload  minimum  weight  of  60,000 
pounds,  the  marked  capacity  of  the  car  to  govern  if  it  is  less 
than  the  minimum. 

This  complaint  was  a  broad  attack  on  the  level  and  rela- 
tionship of  interstate  line-haul  rates  on  brick,  hollow  building 
tile,  and  other  clay  products  throughout '  the  United  States  ex- 
cept to  territory  west  of  the  Rocky  mountains.  It  also  pre- 
sented the  question  of  discrimination  between  the  interstate  and 
intra-state  rates  on  this  traffic  in  Illinois  and  Indiana. 

Brown  said  that  flue-lining,  drain  tile  and  articles  of  a  sim- 
ilar nature  should  not  be  included  in  the  brick  list.  For  dis- 
tances not  exceeding  75  miles,  he  said,  common  brick  should 
take  rates  not  in  excess  of  80  per  cent  of  the  contemporaneous 
rates  on  articles  in  the  brick  list.  He  aUo  recommended  that 
in  southern  territory  provision  be  made  for  shipping  common 
brick  in  mixed  carloads  with  articles  in  the  brick  list.  To  a 
limited  extent,  therefore,  his  recommendation  is  that  common 
brick  be  not  included  in  the  brick  list  but  be  treated  as  traffic 
warranting  subnormal  rates.  He  said  that  the  general  level  of 
rates  on  brick  and  other  clay  products  had  not  been  shown  to 
have  been  unreasonable  prior  to  Ex  Parte  No.  74  as  compared 
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with  the  rates  on  all  reight  in  either  trunk  line  or  central  ter- 
ritory. 

Adjustment  of  the  whole  situation  in  Central  Freight  and 
Trunk  line  territories  is  proposed  by  Mr.  Brown  on  the  group 
and  differential  basis  with  a  scale  to  apply  on  short  haul  traf- 
fic where  the  group  and  differential  basis  does  not  make  higher 
rates. 

Brown  recommended  the  restoration. of  the  1911  differential 
adjustment.  Assuming  that  the  Commission  will  order  the  re- 
storation of  the  differential  basis  he  said  that  a  reasonable  rate 
including  the  Ex  Parte  74  increase  from  the  Danville-Attica 
group  to  Chicago  would  be  $2.10  per  ton  and  that  the  1911  dif- 
ferentials over  and  under  the  Danville  group  with  the  exception 
of  the  Canton  group  and  those  east  thereof  would  be  reason- 
able; that  the  reasonable  base  rate  from  the  Canton  group  to 
Chicago  including  the  Ex  Parte  74  increase  would  be  $3.20  per 
ton;  the  differentials  over  Canton  from  the  Youngstown,  Steu- 
benville  and  Pittsburgh  groups  and  from  other  groups  east  of 
Pittsburgh  in  force  prior  to  Ex  Parte  74,  and  which,  with  the 
exception  of  the  Watsontown  group,  are  the  1911  differentials, 
should  be  restored  and  maintained.  Milwaukee,  he  said,  should 
take  an  arbitrary  of  40c  over  Chicago;  this  will  result  in  a 
spread,  Canton  to  Chicago,  as  compared  with  Danville  to  Chi- 
cago of  $1.10.  Under  the  1911  rates  the  spread  was  85  cents, 
but  prior  to  Ex  Parte  67  the  spread  was  $1.20  and  prior  to  Ex 
Parte  74,  $1. 

Danville,  Petersburg,  and  Terre  Haute  groups,  Brown  said, 
should  be  regarded  as  one  group  to  be  known  as  the  Wabash 
Valley  group  in  making  rates  in  all  directions  on  long-haul  traf- 
fic except  for  the  adjustment  to  Chicago  and  Milwaukee,  before 
mentioned.  On  short  haul  traffic  to  local  Indiana-Illinois  points 
the  distance  scale  should  be  observed  as  a  maximum,  subject 
to  the  group  adjustment  to  Chicago. 

As  to  the  east  bound  rates  from  Pittsburgh  and  related 
groups  and  from  points  west  of  Pittsburgh,  Brown  said  that  a 
reasonable  base  rate  to  apply  from  the  Pittsburgh  group  to  New 
York  would  be  $4.25  per  ton,  and  that  the  port  differentials 
over  and  under  New  York  should  be  maintained  as  well  as  the 
differentials  under  Pittsburgh  in  effect  prior  to  Ex  Parte  No. 
74  from  the  Johnstown,  Brookville  and  Clearfield  groups.  He 
said  the  Commission  should  further  find  that  the  Steubenville, 
Youngstown  and  Canton  groups,  as  established,  on  westbound 
traffic  should  also  be  observed  on  eastbound  traffic  and  that  on 
the  latter,  these  groups  should  take  the  following  differentials 
over  the  Pittsburgh  group  rate  of  $4.25  per  ton:  Steubenville, 
15c;  Youngstown,  25c,  and  Canton,  75c. 

"Using  the  base  rates  herein  found  reasonable  from  the 
Pittsburgh  and  Danville  groups  as  a  guide,"  says  Brown,  "the 
carriers  should  be  left  free  to  check  in  rates  to  other  points 
following  the  general  plan  pursued  in  making  the  1911  adjust- 
ment and  observing  substantially  the  differentials  under  that 
adjustment  except  to  the  extent  indicated." 

The  examiner  said  that  for  short  haul  traffic  the  following 
scale  inflated  40  per  cent  under  Ex  Parte  74  should  be  observed 
as  a  maximum  in  both  Central  and  Trunk  Line  territory  in  the 
construction  of  short  haul  rates  on  articles  in  the  uniform  brick 
list  except  where  higher  rates  result  from  the  application  of 
the  group  or  differential  adjustment:  Ten  miles  and  under, 
70c,  increasing  10  cents  per  ton  for  each  increase  of  ten  miles 
in  distance,  so  that  a  maximum  of  $1.70  per  ton  is  reached  for 
distances  of  140  but  not  more  than  150  miles. 

Brown  said  that  rates  in  New  England  are  on  a  mileage 
basis  and  that  the  record  did  not  indicate  any  dissatisfaction 
with  that  basis  on  the  part  of  shippers  in  that  territory.  He 
said  the  record  afforded  no  basis  for  making  any  changes  in  ex- 
isting rates  in  the  southern  district  except  such  as  may  flow 
out  of  the  establishment  of  the  uniform  brick  list,  and  the  es- 
tablishment of  a  mixed  carload  rate  covering  things  in  the  uni- 
form brick  list. 

As  to  the  western  district  he  pointed  out  that  there  are 
several  cases  pending  which  involve  brick  rates  in  western 
territory  and  especially  in  the  southwestern  }ines  territory, 
therefore,  he  said,  the  Commission  should  not  accept  any  of  the 
scales  suggested  by  the  shippers.  As  to  joint  rates  from  cen- 
tral territory  to  the  south,  he  said  the  record  did  not  warrant  an 
order  requiring  the  carriers  to  change  their  method  of  making 
rates  on  brick  by  combination  on  the  Ohio  river. 

Brown  said  that  there  was  some  complaint  about  the  lack 
of  commodity  rates  in  certain  parts  of  the  country,  particularly 
the  south.  He  said  the  Commission  should  direct  the  carriers, 
in  revising  their  rates  in  connection  with  the  establishment  of 
the  uniform  brick  list,  to  give  consideration  to  the  establish- 
ment of  commodity  rates  where  a  movement  of  brick  or  tile  is 
indicated. 


to  June  25,  1919.  Fifth  class  rates  of  65  and  77.5  cents  to  Char- 
lottle  and  Atlanta,  respectively,  were  collected.  There  were  con- 
temporaneously in  effect  from  other  New  York  rate  points  com- 
modity rates  of  47.5  and  59.5  cents,  which  were  made  effective 
from  Newark  on  June  25,  1919.  Examiner  Howell  said  the  rates 
under  attack  should  be  held  to  be  unjust  and  unreasonable  to  the 
extent  that  they  exceeded  47.5  cents  to  Charlotte  and  59.5  cents 
to  Atlanta,  and  that  reparation  in  the  sum  of  $1,069.44,  with 
interest,  should  be  awarded. 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

A  decrease  of  8,256  cars  in  revenue  freight  loaded  for  the 
week  ended  June  18  as  compared  with  the  preceding  week,  was 
reported  June  28,  by  the  car  service  division  of  the  American 
Railway  Association.  The  total  for  the  week  ended  June  18 
was  780,741,  and  in  the  corresponding  weeks  of  1920  and  1919 
the  loadings  totaled  916,736  and  807,907,  respectively. 

Loading  of  coal  dropped  from  163,088  cars  in  the  week  ended 
June  11  to  157,243  cars  in  the  week  ended  June  18.  Loading  of 
merchandise  L.  C.  L.,  and  miscellaneous  remained  practically 
stationary  in  the  two  weeks.  Loading  of  grain  and  grain  products 
dropped  from  41,119  cars  in  the  week  ended  June  11  to  40,994  cars 
in  the  week  ended  June  18.  There  was  a  drop  in  ore  loading  from 
30,179  cars  in  the  week  ended  June  11  to  28,886  cars  in  the  week 
ended  June  18. 

Loading  by  districts  for  the  week  ended  June  18  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,460  and  6,176; 
live  stock,  3,212  and  2,955;  coal,  42,592  and  52,122;  coke,  949 
and  2,697;  forest  products,  5,406  and  8,362;  ore,  1,807  and  7,897; 
merchandise,  L.  C.  L.,  56,920  and  25,334;  miscellaneous,  72,095 
and  111,886;  total,  1921,  189,441;  1920,  217,429;  1919,  206,202. 

Allegheny  district:  Grain  and  grain  products,  3,310  and 
2,385;  live  stock,  3,149  and  3,240;  coal,  48,920  and  56,016;  coke, 
2,201  and  5,701;  forest  products,  3,076  and  3,815;  ore,  6,587  and 
10,236;  merchandise,  L.  C.  L.,  44,393  and  42,225;  miscellaneous, 
52,792  and  72,884;  total,  1921,  164,428;  1920,  196,502;  1919,  159,735. 

Pocahdntas  district:  Grain  and  grain  products,  191  and  121; 
live  stock,  147  and  104;  coal,  24,29z  and  20,710;  coke,  20  and 
582;  forest  products,  1;342  and  2,048;  ore,  24  and  247;  merchan- 
dise, L.  C.  L.,  2,713  and  197;  miscellaneous,  5,226  and  9,830; 
total,  1921,  33,955;  1920,  33,839;  1919,  32,216. 

Southern  district:  Grain  and  grain  products,  3,243  and  2,- 
937;  live  stock,  2,014  and  2,242;  coal,  19,632  and  24,233;  coke, 
442  and  197;  forest  products,  14,898  and  16,555;  ore,  795  and 
3,289;  merchandise,  L.  C.  L.,  37,966  and  25,762;  miscellaneous, 
32,172  and  49,776;  total,  1921,  111,162;  1920,  124,991;  1919, 
111,423. 

Northwestern  district:  Grain  and  grain  products,  11,263  and 
9,867;  live  stock,  8,078  and  7,632;  coal,  4,885  and  8,151;  coke, 
625  and  1,332;  forest  products,  15,076  and  17,463;  ore,  18,383 
and  44,173;  merchandise,  L.  C.  L.,  27,257  and  23,131;  miscel- 
laneous, 32,743  and  44,024;  total,  1921,  118,310;  1920,  155,773; 
1919,  146,132. 

Central  Western  district:  Grain  and  grain  products,  11,411 
and  9,011;  live  stock,  9,775  and  11,009;  coal,  12,799  and  21,913; 
coke,  138  and  406;  forest  products,  5,119  and  6,373;  ore,  543 
and  4,798;  merchandise,  L.  C.  L.,  30,713  and  31,714;  miscellaneous, 
34,995  and  42,357;  total,  1921,  105,493;  1920,  127,58i;  1919,  102,394. 

Southwestern  district:  Grain  and  grain  products,  5,116  and 
3,928;  live  stock,  2,166  and  2,658;  coal,  4,123  and  5,693;  coke,  727 
and  926;  forest  products,  5,555  and  6,022;  ore,  727  and  734;  mer- 
chandise, L.  C.  L.,  15,660  and  16,330;  miscellaneous,  23,878  and 
24,330;  total,  1921,  57,952;  1920,  60,621;  1919,  49,805. 

Total,  all  roads:  Grain  and  grain  products,  40,994  and  34,425; 
live  stock,  28,541  and  29,840;  coal,  157,243  and  188,838;  coke, 
5,102  and  11,841;  forest  products,  50,472  and  60,638;  ore,  28,886 
and  71,374;  merchandise,  L.  C.  L.,  215,622  and  164,693;  miscel- 
laneous, 253,901  and  355,087;  total,  1921,  780,741;  1920  916736" 
1919,  807,907. 

L.  C.  L.  merchandise  figures  for  1921  and  1920  are  not  comparable 
as  some  roads  are  not  able  to  separate  their  L.  C.  L.  freight  and  mis- 
cellaneous of  1920.  Add  merchandise  and  miscellaneous  figures  to  get 
a  fair  comparison. 


RATES   ON    OIL   AND   GREASE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  H.  Howell,  in  No. 
12154,  New  York  &  New  Jersey  Lubricant  Co.  vs.  Director- 
General,  as  agent,  Lehigh  Valley  Railroad  et  al.,  on  petroleum 
lubricating  oil  and  grease,  carloads,  from  Newark,  N.  J.,  to  Char- 
lotte, N.  C.,  and  Atlanta,  Ga.,  in  the  period  from  January  27 


PETITIONS  FOR   REHEARING,  ETC. 

Complainant  in  No.  11301,  Union  Bag  &  Paper  Corporation 
vs.  Director-General,  has  asked  for  a  reargument. 

The  Wyandotte  Terminal  Railroad  Company  has  asked  the 
Commission  to  grant  it  a  rehearing  in  the  second  industrial  rail- 
ways case,  No.  4181. 

The  Director-General  has  asked  for  a  rehearing  or  reargu- 
ment in  No.  10470,  Cannon  Mfg.  Co.  vs.  Director-General  et  al. 

The  Director-General  has  asked  a  rehearing  of  No.  10971, 
Little  Fork  Coal  Co.  vs.  Eastern  Kentucky  Railway  Co.,  Director- 
General,  et  al. 

Defendants  in  No.  9560,  Meridian  Traffic  Bureau  vs.  Southern 
Ry.  et  al.,  have  asked  the  Commission  to  grant  a  rehearing  in 
that  case. 
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SEASONAL  COAL  RATES 

The  Traffic  World  Washington  llurcan 

Chances  for  enactment  of  legislation  providing  for  seasonal 
coal  rates  at  the  present  session  of  Congress  were  regarded  as 
I'xrrrdinnly  slim  after  the  Senate,  June  29,  on  motion  of  Senator 
Borah,  of  Idaho,  recommitted  the  Frelinghuysen  bill  to  the  com- 
mittee on  interstate  commerce.  The  action  was  regarded  as 
c(|iii\  ah  in  10  defeat  of  i  In-  measure,  which  had  been  debated  for 
more  than  a  week,  although  Senator  Frelinghuysen  declared  he 
would  continue  his  efforts  in  its  behalf. 

Senator  Frelinghuysen  charged  that  the  seasonal  coal  rate 
bill  and  the  coal  stabilization  bill  had  been  fought  by  "a  remark- 
ably well-organized  lobby  of  coal  operators,  some  of  whose  repre- 
sentatives now  sit  in  the  gallery  of  the  Senate."  He  said  the 
lobby  was  so  powerful  that  he  felt  the  bill  would  be  defeated. 

"If  these  high-salaried  lobbyists,  now  fighting  to  the  last 
ditch,"  he  declared,  "defeat  this  bill,  or  even  postpone  it  by  re- 
placing it.  then  the  deluge  may  come  to  them  sooner  than  they 
think.  The  public  is  long  suffering,  but  It  will  not  suffer  for- 
ever." 

The  senator  said  the  Stanley  amendment  which  was  adopted 
by  the  Senate  and  which  would  have  prevented  increases  above 
the  regular  rates  in  the  winter  months,  as  provided  by  the  orig- 
inal bill,  would  make  the  legislation  practically  useless. 

Senator  Borah  said,  in  prefacing  his  motion  to  recommit, 
that  the  bill  had  been  under  discussion  for  some  time  and  that 
no  progress  was  being  made.  He  said  it  had  occurred  to  him 
that  the  bill  was  being  used  as  a  "buffer,"  and  that  it  should 
have  been  disposed  of  long  ago  had  there  been  any  real  sup- 
port for  the  measure  in  the  Senate.  The  Borah  motion  was 
agreed  to  by  a  vote  of  38  to  26. 

Debate  in  the  Senate 

The  bill  was  considered  intermittently  last  week  by  the 
Senate. 

Senator  Frelinghuysen  said  seasonal  coal  rates  were  the 
only  practical  means  to  overcome  the  seasonal  irregularity  in 
the  production  and  transportation  of  coal.  He  said  the  purpose 
of  the  bill  was  to  take  approximately  21,000,000  tons  off  of  the 
autumn  and  winter  months  and  equalize  it  by  increasing  the  pro- 
duction in  the  summer  months. 

The  thought  was  expressed  by  Senator  Willis,  of  Ohio,  that  if 
the  bill  accomplished  the  results  intended,  the  large  consumer 
of  coal  would  be  benefited,  but  the  small  consumer  would  not,  be- 
cause the  latter  could  not  store  coal  and  would  have  to  pay  for 
coal  at  the  time  the  freight  rates  would  be  increased  above  the 
basic  rate. 

Senator  Frelinghuysen  conceded  that  the  inducement  would 
be  to  the  large  consumer  of  coal  to  buy  coal  in  the  summer 
months  when  the  rates  would  be  lower  than  the  basic  rate,  and 
that  the  price  to  the  domestic  consumer  might  be  increased,  but 
that  the  advantage  to  the  domestic  consumer  would  be  that  the 
coal  would  be  on  hand  for  distribution,  having  been  stored  by  the 
wholesale  or  retail  dealers,  and  that  there  would  be  no  reason 
for  panic  prices  such  as  prevail  when  there  is  a  shortage  of  coal. 

Utah  has  had  seasonal  coal  rates  for  fifteen  years,  Senator 
Smoot  said,  the  rate  being  25  cents  a  ton  less  in  July  and  August. 
The  coal  operators  reduce  the  price  25  cents  a  ton  also  to  those 
who  buy  and  store  coal  in  those  months,  he  said.  He  said  the  ad- 
vantage of  the  seasonal  reduction  was  that  it  made  coal  available 
for  the  winter  months  whereas  if  the  coal  had  to  be  moved  in 
those  months  it  would  be  physically  impossible  to  deliver  it. 

In  the  opinion  of  Senator  Kellogg,  the  Commission  now  has 
the  power  to  require  the  establishment  of  seasonal  rates,  al- 
though the  Commission  thinks  otherwise.  He  referred  to  the 
reduction  of  28  cents  a  ton  on  lake  cargo  coal  as  a  "seasonal 
rate"  to  induce  the  movement  of  coal  to  the  Northwest.  He  said 
he  believed  the  principle  of  seasonal  rates  should  be  tried  out. 

Senator  Jones,  of  New  Mexico,  said  he  could  not  see  that 
passage  of  the  bill  would  help  the  domestic  consumer  of  coal. 

"What  I  wish  is  to  have  the  Interstate  Commerce  Commis- 
sion offer  an  inducement  to  those  who  have  coal-storage  facili- 
ties, the  large  industrial  buyers,  to  take  that  surplus  coal  off  of 
the  winter  months  and  put  it  on  the  summer  months,  and  thus 
relieve  the  transportation  situation,"  said  Senator  Frelinghuysen. 

The  senator  pointed  out  that  coal  is  used  in  a  domestic  ca- 
pacity to  the  extent  of  less  than  100,000,000  tons  a  year  and  that 
400,000,000  tons  are  used  by  the  railroads,  public  utilities  and 
industries. 

Senator  Pomerene,  of  Ohio,  said  lower  rates  would  not  pro- 
mote the  use  of  freight  cars  and  that  many  other  considerations 
entered  into  the  question  besides  the  coal  rate.  He  said  there 
were  plenty  of  cars  for  the  movement  of  coal  now,  but  that  the 
people  were  not  buying.  He  said  he  was  opposed  to  the  bill. 

Senator  Cummins,  speaking  for  the  bill,  said  he  feared  some 
of  the  senators  were  looking  at  the  proposed  legislation  from  a 
point  of  view  which  was  hardly  warranted.  He  said  there  was 
nothing  in  the  bill  that  would  reduce  the  price  of  coal,  taking  a 
year  as  the  standard,  because  the  rates  that  would  be  lowered 
in  the  summer  would  be  raised  in  the  winter.  He  said  the  chief 
purpose  to  be  accomplished  was  continuous  operation  of  the  coal 
mines. 


"If  wo  could  produce  the  same  amount  of  coal  In  each  month 
of  the  year,"  said  he,  "25  per  cent  of  the  men  who  are  now  '-n 
gaged  in  mining  could  seek  some  other  employment,  and  the 
i'  inainlng  75  per  cent  could  be  employed  continuously  through- 
out the  year.  That  Is  not  only  economically  to  be  desired,  but 
from  the  standpoint  of  restlessness  and  discontent  It  is  still  more 
to  be  desired." 

The  senator  said  he  did  not  know  that  the  bill  would  fully 
accomplish  the  object  set  forth,  but  that  reductions  in  rates  In 
the  summer  would  have,  a  tendency  to  accomplish  the  object. 
He  said  as  far  as  the  price  of  coal  to  the  domestic  consumer  was 
concerned,  he  did  not  believe  the  legislation  would  make  any 
difference  whatever.  He  said  he  did  not  look  on  the  legislation 
as  a  measure  of  relief  to  the  domestic  consumer.  He  also  said 
another  Important  result  would  be  that  equipment  would  be  re- 
leased in  the  fall  and  winter  months  for  traffic  other  than  coal 
if  it  were  moved  during  the  summer  months  in  greater  amounts 
than  at  present. 

Senator  Frelinghuysen  read  part  of  a  letter  from  Chairman 
Clark,  of  the  Commission,  to  the  effect  that  the  eastern  coal 
operators  had  convinced  the  traffic  representatives  of  the  rail- 
roads that,  unless  the  rate  to  the  Lake  Erie  ports  was  reduced, 
there  would  be  no  movement  of  lake  cargo  coal  during  the 
earlier  months  of  the  season  of  lake  navigation  and  probably  but 
little  movement  during  the  later  months,  and  that  the  28-cent 
reduction  resulted.  The  senator  remarked  that  the  coal  opera- 
tors had  begged  for  a  seasonal  reduction  that  they  might  have 
a  market. 

Senator  Pomerene,  who  spoke  at  length  against  the  bill,  said 
if  the  movement  of  coal  were  increased  in  the  summer  months, 
there  would  be  a  shortage  of  cars  for  the  movement  of  building 
material  and  road  building  materials,  and  that  the  coal  could  be 
hauled  just  as  well  after  the  building  season  closes. 

Opposition  to  the  bill  was  voiced  in  the  Senate,  June  27,  by 
Senator  Underwood  of  Alabama,  a  member  of  the  interstate 
commerce  committee.  He  declared  the  coal  business  was  not 
the  only  seasonal  business  in  the  United  States,  referring  par- 
ticularly to  agriculture.  He  said  he  did  not  think  the  strong 
arm  of  the  government  was  going  to  be  used  to  relieve  seasonal 
business,  though  he  said  he  had  no  objection  to  relieving  the 
coal  business  as  proposed  if  it  could  be  done  without  injury  to 
others. 

Senator  Underwood  said  under  the  bill  the  Commission  could 
divide  the  country  into  coal-rate  groups  and  that  seasonal  rates 
might  be  applied  to  one  group,  but  not  to  another.  He  believed 
the  bill  was  filled  "with  dynamite  to  industry." 

"You  put  it  in  the  power  of  the  Commission,"  said  he,  "to 
say,  if  they  want  to  do  so,  either  that  the  New  Orleans  market 
shall  be  entirely  monopolized  when  the  seasonal  rate  is  on  by 
the  coals  of  Kentucky  and  Illinois,  or,  on  the  other  hand,  that 
the  coal  fields  of  Alabama  shall  have  the  monopoly,  because 
in  the  sale  of  coal,  as  a  general  rule,  the  freight  rate  amounts 
to  more  than  the  price  of  the  coal  at  the  mines,  and  coal  can 
go  into  competing  territory  only  to  the  extent  that  the  coal  rates 
equalize  each  other,  or  a  little  farther,  and  there  it  has  to  stop; 
and  where  you  get  a  competitive  territory  that  the  coal  from  dif- 
ferent districts  goes  into,  if  you  adopted  the  seasonal  rate  for 
one  and  did  not  adopt  it  for  the  other,  you  would  exclude  from 
that  market  the  coal  from  the  other  coal  field." 

The  senator  said  it  might  be  said  that  the  Commission  would 
not  exercise  its  power  in  that  way,  'but  that  he  was  not  ready 
to  underwrite  that  it  would  not  do  it. 

Senator  Frelinghuysen  said  he  did  not  believe  the  Commis- 
sion would  do  what  Senator  Underwood  indicated  it  might  do. 

Senator  Underwood  referred  to  the  orders  issued  last  sum- 
mer by  the  Commission  to  facilitate  the  movement  of  coal  and 
that  part  of  the  transportation  act  under  which  the  Commission 
acted.  He  said  he  had  been  fooled  by  that  provision  when  the 
act  was  passed  and  that  he  did  not  propose  to  be  fooled  again. 

"When  those  provisions  were  put  in  the  bill  it  looked  like 
they  were  put  in  there  for  the  purpose  of  preventing  freight 
jams,  to  encourage  the  movement  of  cars  and  freight,  to  facili- 
tate the  movement  of  coal  where  it  was  most  needed,"  said  he. 
"That  was  the  way  it  looked  to  me." 

The  Senator  then  said  demands  were  made  on  the  Commis- 
sion to  exercise  its  emergency  powers  and  that  the  result  was 
the  issuance  of  orders  "commandeering  all  the  open  cars  in  the 
United  States  for  the  coal  business,"  and  that  discrimination  ob- 
tained against  other  classes  of  shippers  who  needed  open  top 
equipment.  He  believed  the  pending  bill  would  result  in  sim- 
ilar discriminations. 

Repeal  of  Section  15-a,  Etc. 

Senator  Fletcher  of  Florida,  saying  he  intended  to  vote  for 
the  bill,  discussed  the  amendments  offered  by  Senator  LaFol- 
lette  providing  for  repeal  of  section  15-a  and  the  restoration  of 
the  states'  power  to  regular  intrastate  commerce.  He  declared 
the  proposals  to  be  timely. 

"The  transportation  act  has  been  in  effect  16  months,"  said 
he.  "It  has  been  a  tragic  disappointment.  There  have  been  fail- 
ures all  along  the  line.  The  railroads  claim  to  be  practically 
bankrupt,  the  workers  dissatisfied,  the  public  squeezed  by  in- 
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tolerable  burdens,  credits  exhausted,  traffic  reduced,  industries 
crippled  and  commerce  halted." 

After  further  comment  along  the  same  line,  he  said:  "If 
that  is  the  best  you  can  do  after  16  months  of  untrammeled  oper- 
ation, it  would  seem  some  change  in  the  law  is  called  for." 

He  further  said  the  labor  provisions  of  the  law  had  proved 
disappointing.  He  referred  to  President  Harding's  message  to 
Congress  in  which  he  said  railway  rates  and  cost  of  operation 
must  be  reduced. 

"Three  months  have  gone  by  since  that  address,"  said  he. 
"Is  there  a  reduction  in  rates?  Where  is  even  the  promise?" 

The  senator  criticized  the  railroads  for  not  urging  wage 
reductions  sooner  than  they  did  and  the  Labor  Board  for  not 
ordering  reductions  in  wages  before  it  did.  He  said  he  was  in 
favor  of  getting  rid  of  the  arrangement  whereby  the  Commis- 
sion fixes  the  rates  and  the  Labor  Board  the  wages.  Senator 
King  of  Utah  expressed  a  similar  sentiment.  Senator  Cummins 
arose  to  the  defense  of  the  Labor  Board  and  said  if  the  facts 
were  understood  he  thought  it  would  be  hard  to  criticize  it. 

Senator  Fletcher  said  the  volume  of  traffic  had  decreased 
because  it  could  not  bear  the  excessive  cost  of  transportation. 

"There  is  great  misapprehension,  to  use  the  mildest  term, 
with  regard  to  the  effect  of  the  railroad  rates  upon  the  volume 
of  traffic,"  interrupted  Senator  Cummins,  declaring  that  from 
March  1,  1920,  to  March  1,  1921,  the  railroads  carried  a  larger 
volume  of  traffic  and  more  passengers  than  ever  before  in  their 
history. 

Senator  Fletcher  said  he  had  heard  that  argument  made  as 
to  the  movement  of  fruits  and  vegetables  from  Florida  and  that 
yet  never  had  there  been  more  vegetables  and  fruit  rotting  on 
the  ground  in  Florida  than  during  this  season.  He  declared  the 
railroads'  earnings  on  Florida  products  had  increased  304  per 
cent  since  1917.  He  said  there  had  been  an  enormous  increase 
in  the  total  volume  of  traffic  because  of  the  enormous  increase  in 
production,  but  he  said  the  producers  would  not  continue  to  pro- 
duce unless  they  could  market  at  a  profit.  He  said  the  high 
freight  rates  would  kill  the  business. 

Senator  Cummins  said  it  might  be  that  the  rates  on  Florida 
products  were  too  high  and  in  need  of  adjustment,  but  that,  in 
view  of  the  railroads'  earnings,  he  did  not  see  how  rates  could  be 
reduced  until  operating  expenses  had  been  reduced.  Senator 
Fletcher  said  rates  might  be  so  high  that  they  decreased  earn- 
ings. Senator  Cummins  agreed,  but  said  no  doubt  if  the  rail- 
roads saw  their  way  to  increased  earnings  by  reducing  rates 
they  would  be  the  first  to  reduce  rates.  Mr.  Fletcher  believed, 
however,  the  railroads  would  be  dilatory  in  doing  that  and  that 
they  would  not  reduce  rates  unless  compelled  to  do  so. 

Senator  Fletcher,  continuing  his  attack  on  the  transporta- 
tion act  in  the  debate  on  the  seasonal  coal  rate  bill,  declared  it 
was  necessary  to  get  back  to  the  original  purpose  and  function 
of  the  Commission  and  continue  in  it  exclusive  jurisdiction  to 
fix  reasonable  and  just  rates  and  prevent  discrimination. 

The  senator  submitted  a  table  prepared  by  the  Florida  rail- 
road commission  showing  that  the  approximate  increase  in 
freight  rates  on  commodities  from  Jacksonville,  Fla.,  to  various 
destinations  was  56.2  per  cent  over  pre-war  rates.  The  statement 
covered  citrus  fruits,  pineapples,  celery,  beans,  potatoes,  cab- 
bages, cantaloupes  and  lumber. 

Senator  Cummins  asked  whether,  in  view  of  the  fact  that 
railroad  wages  had  more  than  doubled  since  the  pre-war  period, 
it  should  be  regarded  as  remarkable  that  rates  had  increased  56 
per  cent.  Senator  Fletcher  said  the  rates  were  high  before  the 
increases  were  applied  and  that  if  the  rates  were  justified 
originally  something  should  have  been  done  in  the  last  sixteen 
months  to  get  them  down.  He  submitted  another  statement 
showing  that  in  the  1920-21  season  13,500,000  boxes  of  citrus  fruits 
were  shipped  from  Orlando,  Fla.,  to  New  York;  in  the  1919-20  sea- 
son, 12,495,925  boxes;  in  the  1918-1919  season,  8,946,204  boxes,  and 
in  the  1917-18  season,  5,581,309  boxes.  The  freight  charges  on 
the  1920-21  shipments  totaled  $13,770,000,  as  against  $9,559,382  in 
the  1919-20  season,  and  $6,843,846  in  the  1918-19  period,  and 
$3,404,598  in  the  1917-18  period. 

Nevertheless,  Senator  Fletcher  said,  grapefruit  and  oranges 
are  rotting  in  the  fields  of  Florida. 

"The  railroads  argue  that  the  great  increase  in  the  volume 
of  traffic  proves  that  the  high  freight  rates  have  not  deterred 
shipments,"  said  he.  "This  is  unsound.  The  increase  in  busi- 
ness has  been  due  to  the  increase  in  production.  The  fact  is,  I 
am  reliably  informed,  that  more  oranges,  grapefruit  and  vege- 
tables were  left  in  the  fields  in  the  past  season  than  ever  before 
because  the  cost  of  carriage  was  prohibitive." 

Senator  Cummins,  commenting  on  other  statements  by  the 
Florida  senator  to  the  effect  that  the  freight  rates  were  more 
than  the  price  received  by  the  producer,  said  similar  incidents 
had  happened  every  year  and  would  happen  again  whenever 
the  market -for  a  particular  commodity  refused  to  receive  it  at  a 
price  that  would  compensate  the  grower. 

"It  would  be  better  to  withdraw  the  guaranty,  reduce  the 
rates,  and  let  the  roads  survive,  if  they  can,  by  economical  oper- 
ation and  management,"  said  Senator  Fletcher.  "And  if  they 
cannot  survive,  let  them  go  into  the  hands  of  receivers  or  into 


bankruptcy  and  be  reorganized  on  a  basis  which  would  insure 
proper  capitalization,  with  no  water  or  inflated  values,  than  to 
force  the  public  to  pay  the  high  freight  and  passenger  rates  re- 
quired to  yield  6  per  cent  on  the  present  high  valuation  or  capi- 
talization and  under  present  laws  and  methods  of  operation. 
Reorganization  on  a  proper  basis  of  valuation  would  make  it  pos- 
sible to  operate  at  lower  rates  and  prevent  government  opera- 
tion or  ownership,  and  the  public  does  not  want  either." 

The  Senate,  considering  the  bill  in  committee  of  the  whole, 
June  28,  adopted  an  amendment  offered  by  Senator  Stanley  pro- 
viding that  the  Commission  be  authorized  to  establish  reduced 
rates  on  coal  at  specified  seasons  or  periods.  The  bill  as  drawn 
provided  for  lower  rates  in  the  summer  and  higher  rates  in  the 
winter  months,  but  the  latter  provision  would  be  eliminated  by 
the  Stanley  amendment.  Senator  Frelinghuysen  said  he  would 
ask  for  a  vote  on  the  amendment  when  the  bill  came  up  for 
final  passage.  The  senator  had  requested  an  opinion  from  the 
Commission  on  the  Stanley  amendment  and  Chairman  Clark 
wrote  that  the  amendment  was  not  in  harmony  with  the  pro- 
posed legislation. 


COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

The  report  of  the  Geological  Survey  on  coal  production  for 
the  week  ended  June  18  and  the  preliminary  report  on  the  first 
two  days  of  the  week  following,  issued  under  date  of  June  25, 
disclosed  a  drop  in  production. 

"Production  of  soft  coal  fell  off  sharply  during  the  third 
week  of  June,"  the  Survey  said.  "For  five  consecutive  weeks 
the  output  had  hung  about  8,000,000  tons.  In  the  week  ended 
June  18  it  dropped  back  to  7,549,000  net  tons.  This  was  the 
lowest  output  reported  for  any  full-time  week  since  the  middle 
of  May.  The  cause  of  the  decrease  is  not  yet  apparent. 

"The  following  statement  of  cars  loaded  daily  is  furnished 
by  courtesy  of  the  American  Railway  Association:  June  13, 
26,098;  June  14,  26,620;  June  15,  25,127;  June  16,  23,753;  June 
17,  23,558;  June  18,  16,868. 

"Preliminary  reports  indicate  that  loadings  on  the  first  two 
days  of  the  week  (June  20-25)  were  25,724  and  25,733  cars,  re- 
spectively. The  total  for  the  two  days — 51,457  cars — suggests 
a  further  decline  in  production. 

"The  all-rail  movement  to  New  England  improved  during 
the  third  week  in  June,  total  of  3,571  cars  of  anthracite  and 
3,478  cars  of  soft  coal  was  forwarded  eastbound  through  the 
rail  gateways  over  the  Hudson,  increases  over  the  preceding 
week  of  541  and  335  cars,  respectively. 

"Dumpings  of  soft  coal  at  lower  lake  ports  increased  slightly 
during  the  week  ended  June  19,  when  1,062,477  tons  were  loaded 
into  vessels.  Of  the  total  1,085,031  tons  were  cargo  coal  and 
31,428  tons  vessel  fuel. 

"Shipments  for  the  season  now  stand  at  8,019,733  tons,  well 
in  excess  of  both  1918  and  1920,  and  but  25,759  tons  behind  1919. 

"The  outstanding  feature  of  the  distribution  of  lake  cargo 
coal  for  the  present  season  up  to  the  end  of  April  was  the  change 
in  the  relative  proportions  of  coal  moving  to  American  and 
Canadian  destinations.  In  comparison  with  the  season  of  1919, 
which  the  present  .season  most  closely  resembles,  the  propor- 
tion moving  to  Canadian  ports  increased  from  10  to  25  per  cent, 
while  that  moving  to  American  destinations  decreased  from  90 
to  75  per  cent.  Other  differences  were  a  decline  in  shipments 
to  Lake  Superior  and  an  increase  in  the  movement  to  Lake 
Michigan. 

"The  export  movement,  to  judge  from  what  took  place  at 
Hampton  Roads,  the  most  important  coal  port  of  the  country, 
fell  off  during  the  third  week  of  June.  The  three  coal  exchanges 
report  a  total  dumped  for  foreign  account  of  385,868  net  tons. 
Of  this,  96,080  tons  was  bunker  and  288,888  export  cargo  coal. 
Compared  with  the  preceding  week,  the  tonnage  for  bunker  de- 
creased 21  per  cent,  and  the  cargo  coal  19  per  cent.  The  rate 
for  both  cargo  and  bunker  was  about  the  same  as  the  average 
for  May." 


COAL  RATES  IN  OHIO 

The  Traffic  World  Washington  Bitrcav 

The  Commission  has  initiated  a  thirteenth  section  inquiry 
into  coal  rates  in  Ohio,  for  intrastate  application,  with  a  view  to 
determining  whether  they  give  an  undue  advantage  to  shippers 
in  Ohio  in  comparison  with  shippers  in  other  states.  The  pro- 
ceeding is  No.  12851,  In  the  Matter  of  Intrastate  Rates  on  Bitumi- 
nous Coal  Within  the  State  of  Ohio. 

According  to  the  petition  of  the  railroads,  the  orders  of  the 
Public  Utilities  Commission  of  Ohio,  dated  August  12,  1920,  and 
January  14,  1921,  if  observed  by  the  petitioning  carriers,  will 
cause  undue  prejudice  against  shippers  on  interstate  rates  and 
undue  advantage  to  shippers  on  the  rates  prescribed  by  the  Ohio 
commission. 

All  the  railroads  in  Ohio  have  been  made  respondents  in  the 
case  and,  in  effect,  it  is  a  Shreveport  proceeding  to  determine 
whether  the  rates,  even  when  increased  in  percentage  in  accord- 
ance with  the  terms  of  Ex  Parte  No.  74,  result  in  undue  advan- 
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tage  to  shippers  on  Ohio  rates.  In  effect,  it  Is  a  proceeding  to 
(I.  i,  inline  whether  the  level  of  the  rates  which  may  have  been 
iiu n  ased  in  aeronlanee,  with  Ex  Parte  No.  74  was  high  enough. 
Thai  is  a  question  which,  it  is  believed,  will  arise  in  other 
states  which  may  have  allowed  the  percentage  increases  decreed 
in  Kx.  Parte  No.  74.  The  percentage  increases  did  not  bring  the 
siaii'  rales  up  to  the  same  level  as  interstate,  although  the  re- 
lationship iluit  existed  prior  to  Ex  Parte  No.  74  was  preserved 
by  the  percentage  increase  under  the  terms  of  the  permission 
in  that  case. 


LAKE  CARGO  COAL  RATES 

The  Traffic   World  Washington  Bureau 

All  the  principal  coal-carrying  roads  serving  West  Virginia 
and  Pennsylvania  mines  in  carrying  cargo  coal  to  lower  lake 
ports,  except  Bessemer  and  Lake  Erie,  by  June  30  had  filed 
application  for  special  permission  to  change  their  cargo  coal 
tariffs  so  that  the  twenty-eight-cent  reduction  will  apply  only  on 
coal  going  beyond  upper  lake  ports.  The  tariffs,  as  amended, 
would  make  a  reduction  to  coal  transhipped  from  any  upper  lake 
port. 

This  matter  had   been  under  consideration  practically  ever 

since   the   publication  of   the  reduction,   but,   for  one  reason  or 

another,  no  final  action  had  been  taken,  though  from  the  start 

the  railroads  that  assented  to  the  reductions  believed  that  they 

.hade  made  a  mistake. 

The  primary  object  in  making  the  reductions  was  to  enable 
the  eastern  coal  operators  to  get  into  the  northwest  more  nearly 
on  an  equality  with  the  operators  in  Illinois  and  Indiana.  Until 
the  reduction  was  made  the  eastern  operators  were  under  the 
burden  of  paying  increases  under  Ex  Parte  No.  74  on  the  charges 
from  the  mines  to  the  lower  lake  ports  and  increases  in  the 
rates  from  the  upper  lake  ports  to  destinations  in  the  northwest. 
The  operators  in  Illinois  fields  were  subjected  to  only  a  single 
increase. 

While  there  has  never  been  a  recognized  relationship  in 
rates  from  the  two  fields  to  the  northwest,  stable  rates  prevailed 
for  such  a  long  period  prior  to  1914  that  the  relationship  that  ex- 
isted during  those  years  came  to  have  the  character  of  an  estab- 
lished relationship.  Business  was  adjusted  in  such  way  that, 
while  the  eastern  operators  obtained  a  large  share  of  the  busi- 
ness in  the  northwest,  the  Illinois  operators  were  not  excluded 
from  those  markets.  The  latter  frequently  asserted  that  the 
rate  adjustment  was  against  them,  but,  on  account  of  the  growth 
of  the  country  and  the  development  of  industries,  the  statistics 
nearly  always  showed  a  fairly  healthy  growth  for  their  business. 
When  the  five  per  cent  and  succeeding  percentage  increases 
were  made  no  attempt  was  made  to  preserve  the  relationship  or, 
rather,  relativity  of  rates,  that  had  obtained  for  so  many  years 
because  it  was  admitted  that  neither  the  Central  Freight  Asso- 
ciation lines  nor  the  northwestern  railroads  had  ever  consciously 
made  an  effort  to  establish  or  maintain  a  relationship  to  the 
northwest. 

The  eastern  lines  were  induced,  at  the  beginning  of  the  sea- 
son of  navigation  this  year,  to  cut  off  28  cents  a  ton  with  a  view 
to  promoting  the  movement  of  coal  from  the  eastern  mines  into 
the  northwest.  It  was  shown  that  the  eastern  operators  were 
in  a  bad  way  because  the  demand  for  their  product,  by  reason 
of  the  closing  of  industries,  had  fallen  very  low.  When  the  rail- 
roads agreed  to  the  reduction  of  28  cents  a  ton,  their  thought 
was  to  promote  the  movement  of  coal  to  the  upper  lakes  for 
shipment  beyond.  The  ordinary  way  for  doing  anything  of  that 
kind  is  to  establish  proportional  rates,  but  when,  the  reduction 
was  published  it  was  not  limited  in  any  way  except  as  to  time, 
area  of  application,  and  at  the  lower  lake  ports  for  transship- 
ment by  water.  Broadly  speaking,  the  reduction  was  to  apply 
to  Lake  Superior  ports  and  to  ports  on  west  bank  of  Lake  Michi- 
gan as  far  south  as  the  Illinois-Wisconsin  line. 

Immediate  and  persistent  clamor  of  discrimination  was  made 
and  continued  against  that  adjustment  by  users  of  by-product 
coal  in  furnaces  south  of  the  Wisconsin-Illinois  line  and  by  users 
of  all  kinds  of  coal  at  east  bank  Lake  Michigan  ports..  The  users 
of  by-product  coal  at  ovens  south  of  the  Illinois-Wisconsin  line 
pointed  to  rivals  at  Duluth  and  Milwaukee  as  having  the  benefit 
of  the  28-cent  reduction,  while  they  were  compelled  to  use  coal 
which  had  paid  the  all-rail  rate.  East  bank  Lake  Michigan  salt 
producers  called  attention  to  the  fact  that  their  competitors  on 
the  west  bank  were  obtaining  coal  by  reason  of  the  reduction 
at  substantially  the  same  rate  that  was  being  paid  by  Toledo  and 
Detroit  users,  which  enabled  them  to  market  their  product  in 
the  territory  west  of  Lake  Michigan  at  a  decided  advantage  and 
also  to  come  eastward  with  their  product. 

In  addition  to  the  protests  of  users  of  coal,  the  Commission 
and  the  railroads  have  received  protests  from  the  senators  from 
Illinois,  Indiana  and  Michigan,  not  to  mention  members  of  the 
House  of  Representatives.  These  protests  and  complaints  were 
sent  to  the  railroads  by  the  Commission  with  a  suggestion  that 
they  had  better  do  something  about  them,  informally,  lest  they 
be  required  to  defend  themselves  in  formal  cases  as  to  a  situa- 
tion for  which  only  a  poor  defense  could  probably  be  made.  At 
the  time  this  was  written  a  committee  representing  the  railroads 


headed  by  J.  C.  Yenning  of  the  Pennsylvania,  was  considering 
the  matter  and  the  impression  prevailed  at  the  Commission  that 
the  committee  was  about  to  ask  for  sixth  section  permission  to 
file  restrictions  on  the  rate*.  That  is  all  the  Commission  could 
do  in  the  absence  of  formal  complaint. 

It  Is  the  belief  that  it  was  the  intention  of  the  carriers  when 
they  agreed  to  the  reductions  to  have  the  rates  used  as  propor- 
tionals, but  that  they  overlooked  the  necessity  for  limiting  their 
application  when  they  prepared  their  tariffs.  The  limitation 
placed  on  the  rates  at  the  time  of  their  publication  strengthens 
the  impression  that  the  carriers  intended  that  they  should  be 
used  as  proportionals  rather  than  as  rates  to  the  ports  proper, 
but  if  that  was  the  intention  there  is  nothing  in  the  tariffs  that 
would  remotely  suggest  that  that  was  the  idea.  The  rates  are 
limited  to  coal  going  to  the  lower  lake  ports  for  transshipment, 
but  no  such  limitation  applies  to  the  coal  when  it  reaches  the 
upper  lake  ports. 

CHALLENGES  LAKE  CARGO  COAL  RATES 

The  Tragic  World  Washington  Bureau 

A  formal  challenge  of  the  lawfulness  of  the  lake  cargo  coal 
rates  assessed  against  points  other  than  ports  given  the  benefit 
of  the  28-cent  reduction  in  the  tariffs  effective  May  4  last,  has 
been  made  in  No.  12895,  Morton  Salt  Co.  vs.  Chesapeake  &  Ohio 
et  al.  That  company,  with  plants  at  Port  Huron  and  Ludington, 
Mich.,  alleges  that  it  has  been,  or  will  be,  damaged  by  reason 
of  the  preference  given  to  west  bank  Lake  Michigan  ports  and 
industries  located  thereat,  to  the  extent  of  $28,000,  if  the  tariffs 
are  allowed  to  remain  unchanged  to  October  31,  1921,  as  their 
terms  provide. 

In  its  operations,  the  salt  company  alleges,  it  will  use  100,- 
000  tons  of  coal  between  May  4  and  October  31.  A  further  alle- 
gation is  that  in  the  production  of  salt  the  cost  of  the  coal  used 
is  the  largest  factor  of  expense  and  that,  therefore,  the  quantum 
of  rates  on  coal  becomes  of  vital  interest  to  the  complainant. 

The  salt  company,  in  its  complaint,  alleges  that  the  service 
of  the  railroads  parties  to  any  single  or  joint  rate  from  West 
Virginia  mines  to  any  Lake  Erie  port,  as,  for  example,  the  port 
of  Toledo,  is  the  same  in  all  particulars  to  the  port  mentioned,  on 
coal  that  is  destined  for  lake  cargo  to  all  points,  "save  and 
except  that  the  carriers  by  footnotes  to  their  said  tariffs,  have 
designated  therein  certain  ports  as  privileged  to  obtain,  by  re- 
adjustment, a  lower  rate  than  the  rates  printed  in  the  tariffs 
and  that  such  readjustment  privilege  is  denied  to  your  com- 
plainant on  lake  cargo  coal  to  its  industries  located  at  Luding- 
ton and  Lake  Huron;  that  the  said  rates  or  charges  so  pub- 
lished applicable  for  ports  designated  in  footnotes  referred  to 
herein,  are  unjustly  discriminatory  against  complainant  and  pref- 
erential to  industrial  companies  located  at  the  favored  ports  in 
violation  of  section  2  of  the  interstate  commerce  act  as  amended." 

The  position  of  the  salt  company,  it  is  believed,  is  the  same 
as  that  which  has  been  taken  by  other  objectors  to  the  lake 
cargo  coal  rate  adjustment  made  effective  May  4,  in  their  in- 
formal communications  on  the  subject  addressed  to  the  Com- 
mission in  their  efforts  to  have  the  reduction  extended  to  all 
the  ports  or  taken  from  those  to  which  it  had  been  given. 

The  Commission,  by  its  efforts  prior  to  the  filing  of  the 
complaint,  indicated  that,  in  the  opinion  of  its  traffic  bureau 
officials  at  least,  the  rate  as  accorded  to  the  west  bank  ports 
in  all  that  has  been  claimed  by  the  Morton  Salt  Company  and 
other  shippers,  particularly  the  users  of  coal  suitable  for  by- 
product coke  ovens. 

Coincident  with  the  filing  of  the  complaint,  came  applica- 
tions from  the  carriers  for  special  permission  to  change  the 
rule  against  which  the  salt  company  had  complained  so  as  to 
limit  the  lower  rate  to  coal  "when  for  beyond,"  the  upper  lake 
ports.  At  the  time  this  was  written  applications  of  that  kind 
had  been  received  from  all  the  principal  carriers  of  lake  cargo 
coai  other  than  the  Bessemer  &  Lake  Erie.  Grant  of  the  per- 
mission was  taken  as  a  matter  of  course,  because  the  Commis- 
sion, in  its  correspondence  with  the  carriers,  had  indicated  that 
prima  facie  the  tariffs  seemed  to  work  a  discrimination  against 
east  bank  industries  and  a  preference  for  those  at  west  bank 
ports. 

The  request  for  special  permission  is  so  drawn  that  there 
will  be  no  limitation  on  the  reduced  rate,  other  than  that  it  will 
apply  only  on  coal  for  transshipment  beyond  the  port  of  des- 
tination. That  is  to  say,  if  lake  cargo  coal  is  taken  to  Port 
Huron  or  Ludington,  the  reduced  rate  will  apply  if  the  coal  is  to 
be  shipped  to  points  beyond  by  the  payment  of  the  rail  charges 
to  the  further  destination.  Inasmuch  as  the  minimum  coal  rate 
from  a  port  to  a  point  beyond  is  not  likely  to  be  as  low  as  twenty- 
eight  cents  a  ton,  extension  of  the  reduced  rates  to  all  the 
ports  on  coal  that  is  sent  beyond,  is  not  expected  to  be  a  disturb- 
ing factor  in  local  rates  from  the  ports  to  the  interior  of  the 
southern  peninsula  of  Michigan.  It  will  not  add  anything  to  the 
disturbance  of  rates  beyond  the  west  bank  ports  caused  by  the 
original  publication. 

However,  it  will  have  the  effect  of  depriving  industries  at 
the  west  bank  ports  of  the  lower  rates  on  the  coal  they  have 
been  able  to  use  since  May  4,  the  date  on  which  the  tariffs  to 
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which  the  new  limitation  is  to  apply  became  effective.  It  will 
remove  the  unjust  discrimination  alleged  by  the  Morton  com- 
plaint because  it  will  raise  the  rates  to  industries  at  the  west 
bank  ports  to  the  level  of  the  rates  paid  on  lake  cargo  coal  by 
the  industries  at  the  east  bank  ports. 

The  question  of  reparation  raised  by  the  Morton  complaint 
will  be  the  only  one  to  be  considered,  if  and  when  it  comes  on 
for  trial.  In  cases  of  that  kind  an  award  of  reparation  is  more 
rare  than  snow  in  southern  Louisiana  and  Florida.  According 
to  the  Commission's  decisions  on  reparation,  in  other  cases,  the 
complainant  is  held  not  to  have  shown  damage  by  reason  of 
the  unjust  discrimination.  The  fact  that  the  complainant  paid 
more  than  a  competitor,  and  therefore  may  have  had  to  shrink 
his  profits,  is  not  taken  as  indicative  of  damage.  If  the  com- 
plainant in  such  a  case  can  show  that,  in  a  specific  competition 
he  lost  something  because  his  price  was  too  high  to  obtain  the 
business  and  that  that  high  price  was  forced  by  the  unjustly 
discriminatory  rate,  then  there  may  be  hope  of  reparation. 


BRICK,  SHERMERVILLE  TO  CHICAGO 

The  complaint  in  No.  12508,  Illinois  Brick  Co.  vs.  C.  M.  & 
St.  P.,  Director-General,  et  al.,  hearing  on  which  was  held  before 
Examiner  C.  R.  Seal  in  Chicago,  June  24,  asks  the  re-establish- 
ment of  the  differential  of  J/4  cent  per  hundred  pounds  which 
applied  on  brick  from  Shermerville  to  Chicago  over  the  rates 
for  shipments  from  and  to  points  within  the  Chicago  switching 
district,  prior  to  the  promulgation  of  General  Order  No.  28. 

William  R.  Allison,  traffic  manager  for  the  complaining  com- 
pany, said  that  after  General  Order  28  had  raised  the  rates  for 
both  these  movements  to  3%  cents,  protest  was  made,  which 
resulted  in  the  issuance  of  Freight  Rate  Authority  1887.  This 
reduced  the  switching  district  rate  to  2  cents,  he  said,  but  did 
not  affect  the  rate  from  Shermerville,  which  remained  at  3% 
cents,  and  was  subsequently  raised  to  4%  cents  under  Ex  Parte 
74  and  to  5  cents  under  the  ruling  in  the  Illinois  intrastate  case. 
He  asked  that  the  Commission  award  reparation  down  to  the 
basis  of  2%  cents  per  hundred  pounds  and  that  such  a  rate 
be  prescribed  for  the  future. 

It  was  pointed  out  that  hauls  within  the  switching  district 
often  reached  a  distance  of  31  miles,  whereas  the  haul  from 
Shermerville  to  points  involved  was  only  21  miles.  On  the  rate 
as  charged  prior  to  Ex  Parte  74,  according  to  the  witness,  a 
per  car  mile  revenue  of  $1  resulted,  while  on  the  intra-switching 
district  movements  the  revenue  was  only  half  as  great.  Over  63 
per  cent  of  the  product  of  the  brick  company's  Shermerville  yards 
came  into  the  Chicago  switching  district,  he  said,  totaling  7,795 
cars,  within  the  past  seven  years.  Spepial  attention  was  called 
to  the  heavy  loading  of  the  commodity,  the  absence  of  loss  and 
damage  claims,  and  the  low  class  of  equipment  used. 

E.  W.  Soergel,  assistant  general  freight  agent  for  the  St. 
Paul  road,  introduced  exhibits  purporting  to  show  that  the  rate 
as  charged  was  lower  than  brick  rates  generally  throughout 
the  country.  Averages  of  distance  scales  used  on  brick  rates 
in  nine  states,  he  said,  showed  a  rate  of  7.16  cents  for  a  haul 
of  twenty  miles.  Mr.  Soergel  also  called  attention  to  the  long 
empty  car  haul,  saying  that  it  was  necessary  to  move  all  equip- 
ment to  Shermerville  for  loading,  because  the  industry  there 
required  no  inbound  movement. 

R.  N.  Gillilan,  appearing  for  the  Director-General,  introduced 
a  copy  of  Freight  Rate  Authority  1887  and  called  attention  to 
the  language,  which,  he  said,  plainly  stated  that  the  rates  pre- 
scribed therein  were  temporary  only,  prescribed  for  an  emer- 
gency, and  were  not  to  be  taken  as  reasonable  and  just. 


PETITION  FOR  REHEARING 

The  Traffic  World  Washington  Bureau 

A  petition  for  rehearing  has  been  filed  with  the  Commission 
by  defendants  in  No.  9560,  Meridian  Traffic  Bureau  vs.  Southern 
Railway,  Director-General,  et  al.,  on  the  ground  that  a  compli- 
ance with  the  Commission's  order  in  that  case  would  result  in 
unjust  and  unwarranted  discriminations  in  favor  of  certain 
Alabama  jobbing  points  against  competing  Alabama  jobbing 
points,  for  the  reason  that  the  Southern  Railway,  Alabama  Great 
Southern  and  the  Mobile  &  Ohio  only  are  defendants  in  this 
case,  while  other  lines  in  Alabama  are  not  subject  to  the  order. 
Numerous  examples  are  cited  of  the  results  of  the  application 
of  the  scale  ordered  by  the  Commission  in  the  Meridian  case, 
one  of  them  being  that  from  Birmingham  to  Selma,  Ala.,  a 
distance  of  107  miles  via  the  Southern.  The  present  intrastate 
rates  range  from  78  cents  on  first  class  to  17%  cents  on  class  D. 
Under  the  order  of  the  Commission,  the  Southern  Railway  is 
required,  says  the  petition,  to  establish  and  maintain  class  rates 
from  Birmingham  to  Selma  ranging  from  95%  cents  on  first 
class  to  19  cents  on  class  D.  The  Louisville  &  Nashville  and 
Western  Railway  of  Alabama  also  operate  the  78-cent  scale  from 
Birmingham  to  Selma,  a  distance  of  147  miles  via  their  joint 
route.  The  petition  points  out  that  the  Louisville  &  Nashville 
and  the  Western  of  Alabama,  not  being  parties  to  the  case,  are 
not  authorized  in  the  order  to  increase  their  present  "abnormally 


low  rates  from  Birmingham  to  Selma,"  which  would  result  in 
rates  via  the  Southern  from  17%  cents  first  class  to  1%  cents 
on  class  D  higher  than  the  rates  contemporaneously  in  effect 
via  the  L.  &  N.  and  the  Western  of  Alabama. 

The  petition  asks  that  the  order  entered  in  this  case  be 
vacated  and  set  aside,  or  at  least  that  the  effective  date  be 
indefinitely  postponed,  pending  further  investigation  by  the 
Commission. 

The  petition  further  asks  that  the  Commission  also  order 
and  make  a  general  investigation  of  the  entire  intrastate  rate 
structure  in  Alabama  and  the  undue  or  unreasonable  advantage, 
preference  or  prejudice  against  Meridian  and  its  shippers,  re- 
sulting from  the  difference  in  the  level  of  interstate  class  and 
commodity  rates  applying  betwen  Meridian  and  points  in  Ala- 
bama, and  the  intrastate  class  and  commodity  rates  applying 
on  intrastate  traffic  between  points  within  Alabama.  The  peti- 
tion further  asks  that  the  Commission  prescribe  maximum  scales 
of  class  and  commodity  rates  with  the  governing  classification, 
to  be  applied  in  the  future  between  points  in  Alabama  upon  in- 
trastate traffic,  and  between  Meridian  and  points  in  Aalbama,  in 
order  to  remove  the  undue  discrimination  brought  about  by  the 
lower  level  of  rates  applying  intrastate  in  Alabama. 

The  petition  requests  that  in  the  event  the  Commission  does 
not  order  the  investigation  prayed  for,  and  does  not  reopen  this 
case  for  further  hearing,  the  order  be  modified  so  as  to  permit 
(1)  petitioners  to  maintain  rates  not  higher  than  rates  con- 
temporaneously maintained  between  the  same  points  by  com- 
peting lines  not  parties  to  the  Meridian  case,  and  at  the  same 
time  maintain  between  Meridian  and  Alabama  points  the  rates 
prescribed  by  the  Commission  in  that  case,  and  (2)  that  relief 
from  the  long-and-short-haul  provisions  of  the  fourth  section  be 
granted  as  to  rates  between  Meridian  and  competitive  Alabama 
points. 

Should  the  Commission  order  a  general  investigation  of  the 
rates  in  Alabama  as  prayed  for,  it  is  believed  it  will  result  in 
a  case  similar  in  most  of  its  aspects  to  the  Shreveport  case; 
and  those  familiar  with  the  conditions  in  this  territory  believe 
that  the  carriers  hope  that  in  this  manner  they  may  be  able 
to  get  away  from  the  legislature-compelled  rates  in  Alabama 
which  they  have  always  felt  to  be  unreasonably  low.  The  rates 
in  Alabama  are  held  down  by  the  so-called  110  commodity  scale 
prescribed  in  1907  or  1908. 


RULINGS  AS  TO  SCRAP  IRON  AND  STEEL 

The  Official  Classification  Committee  has  made  a  ruling  as 
to  the  meaning  of  the  classification  rule  relating  to  scrap  iron 
and  scrap  steel  as  used  in  Consolidated  Classification  No.  1,  so 
as  to  allow  the  rate  on  scrap  iron  and  steel  to  be  applied  to 
the  steel  parts  of  what  would  have  been  explosive  shells  if 
they  had  ever  been  completed,  although  the  steel  part  of  the  shell 
has  not  been  broken.  The  ruling  or  interpretation  is  as  follows: 

"For  a  number  of  years  past  we  have  carried  in  Official 
Classification  a  note  in  connection  with  scrap  iron  and  steel 
reading: 

Ratings  apply  on  scraps  or  pieces  of  iron  or  steel  having  value 
for  remelting  purposes  only. 

"Recently  an  interpretation  of  the  word  'pieces'  was  made, 
we  finding  that  articles  entitled  to  the  scrap  iron  rating  had  to 
be  broken  up  into  pieces  or  scraps.  Numerous  protests  have 
been  filed  thereto  on  account  of  its  literal  application  by  the 
inspection  bureau,  especially  in  connection  with  such  articles 
as  kettles,  rolling  mill  rolls,  shells,  car  wheels,  etc.,  account  of 
shippers  having  no  available  means  of  breaking  the  articles  into 
pieces,  as  a  result  of  which  we  have  ruled  that  where  shipments 
are  offered  as  scrap  iron  or  steel,  and  charges  have  been  assessed 
at  the  rating  for  the  specific  article,  if  it  proven  to  the  satis- 
faction of  the  terminal  line  that  the  shipments  had  value  only 
for  remelting  purposes  and  are  actually  melted,  the  scrap  iron 
ratings  would  apply  thereto. 

"This  question  has  been  prominently  before  us  lately  in  con- 
nection with  steel  shells  sold  by'  the  United  States  government 
for  remelting  purposes  and  on  which  we  held  that  the  ratings 
established  in  the  Official  Classification  under  the  caption  of 
ammunition,  not  explosive,  for  projectiles,  empty  or  solid,  other 
than  small  arms,  would  apply.  We  are  advised  that  these  shells 
are  without  copper  rotating  bands,  base  covers,  detonators, 
screws  or  disks;  in  other  words,  that  as  shipped  they  are  not 
shells  and  cannot  be  used  as  such,  but  have  value  for  remelting 
purposes  only  and,  in  fact,  .are  remelted.  Having  these  facts  in 
mind,  we  hold  that  if  such  shipments  are  billed  as  scrap  iron 
or  steel  shells,  having  value  for  remelting  purposes  only,  or  even 
as  scrap  shells,  the  rating  established  in  Official  Classification 
for  scrap  iron  or  steel  may  properly  be  applied  thereto." 


CONSOLIDATED   CLASSIFICATION    DOCKET 

Docket  No.  7,  of  the  Consolidated  Classification  Committee, 
calling  for  hearings  at  Atlanta,  July  13;  New  York,  July  18;  and 
Chicago,  July  25-29,  is  printed  in  The  Traffic  Bulletin  of  July  2. 
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FREIGHTS  AND  CHARTERS 

(Issui'il   hy  I  !»•    T.   S.   Shipping  Uounl) 
June   23 

Outside  of  coal  and  grain,  ocean  freights  are  not  moving 
hravily,  and  shipping  concerns  fail  to  see  any  signs  of  a  mate- 
rial change  near  at  hand. 

The  very  recent  activity  of  Japanese  steamers  In  the  world 
trade,  especially  in  what  is  called  rate  slashing  competition  with 
British,  Scandinavian,  Dutch  and  American  tonnage  in  the  grain 
trade,  is  held  to  be  the  result  of  a  recently  revealed  amalgama- 
tion of  the  principal  shipowners  and  operators  in  Japan,  in 
which  the  resources  of  a  number  of  large  companies  were  pooled 
with  the  sanction  and  encouragement  of  the  Japanese  govern- 
ment. 

The  River  Plate  market  continues  quiet  but  steady,  57s  6d 
having  been  paid  for  a  spot  steamer  of  3,000  tons  for  heavy 
grain  up-river,  and  55s  to  56s  3d  is  obtainable  for  boats  of  about 
5,000  tons,  June-July  loading. 

From  the  Gulf  there  is  still  some  demand  for  July  loading 
both  for  Belgium  and  Italy. 

Time  charters  are  attracting  little  attention  at  present  and 
few  fixtures  are  quoted. 

Charters 

Str.  Western  City,  3671  t..  Boulogne  to  New  York,  spelter,  20s; 
Juno. 

Str.  Penza,  3518  t.,  St.  Lucia  to  Chrome,  N.  J.,  ore,  private  terms; 
prompt. 

Str.  Santa  Rosn.  3918  t.,  Chile  to  two  ports  Galveston  and  Boston 
range,  nitrate  of  soda,  $4:  June. 

Str.  General  Milne  (Br.),  Montreal  to  Antwerp  and  Hamburg:, 
30,000  qrs.  grain,  27Vfec  per  100  pounds.  Canadian  currency;  July. 

Str.  Cape  Ortcgal  (Br.),  3136  t.,  one  round  trip  in  transatlantic 
trade,  about  7s;  .luni'. 

Str.  Orient,  3058  t.,   Alt.  range  to  Harve,  coal,   $5.60;   prompt. 

Str.  Kelpen  Vergotti  (Grk.),  3181  t.,  All.  range  to  Havre,  coal, 
$5.75. 

Str.  Bjerstjerne  Bjorsen  (Nor.),  3252  or  substitute,  Atl.  range  to 
French  Atl.  port,  coal,  $5.50;  June. 

Str.  Hayden,  3746  t.,  Atl.  range  to  W.  Italy,  coal,  $6;  prompt. 

Str.  King  City  (Br.),  1822  t.,  Atl.  range  to  Teneriffe,  coal,  $5.70; 
Welsh  form:  July. 

Str.  Woodville.  3000  t.,  10  per  cent,  San  Lorenzo  to  U.  K.  or 
Cont.,  57s  6d.  heavy  grain;  June  25  canceling. 

Str.  San  Salvador,  5000  t.,  10  per  cent,  San  Lorenzo  to  U.  K.  or 
Cont..  50g.  heavy  grain;  July  25  canceling. 

Str.  Truth,  5000  t.,  10  per  cent,  San  Lorenzo  to  U.  K.  or  Cont., 
45s,  heavy  grain;  August  25  canceling. 

Schr.  Munaires,  285  t.,  North  Pacific  to  Atl.  port,  with  lumber,  $17; 
prompt. 

Schr.  Moundoleta,  2955  t.,  North  Pacific  to  Atl.  port,  with  lumber, 
$17;  prompt. 

June  24 

The  general  cargo  movement  continues  light  in  all  directions 
and  the  return  of  activity  in  coal  exports  incident  to  the  failure 
to  settle  the  foreign  miners'  strike  has  thus  far  failed  to  ma- 
terialize. 

Grain  carriers  to  Europe  are  in  fairly  good  request  at  former 
rates,  but  the  tendency  is  downward,  owing  to  the  approach  of 
the  season's  end.  From  the  Gulf  there  is  some  demand  for  July 
loading,  both  for  Italy  and  Belgium. 

Both  South  America  and  Scandinavia  continue  to  absent 
themselves  from  the  freight  market,  except  when  forced  to  cover 
absolute  needs,  and  then  a  hand-to-mouth  policy  is  pursued. 

No  serious  interest  is  displayed  in  regard  to  the  time  charter 
market,  and  owners  have  about  concluded  that  the  rates  offered 
are  not  sufficient  to  warrant  them  in  chartering  their  boats. 
There  is  no  margin,  they  say,  while  the  risk  of  sustaining  a 
heavy  loss  is  greater  than  ever,  because  of  labor  disturbances 
at  most  of  the  world  ports. 

Latest  reports  from  Shanghai,  China,  are  to  the  effect  that 
berths  continue  listless,  while  freight  rates  via  the  canals  are 
weak  and  tariffs  purely  nominal. 

At  36  of  the  principal  United  Kingdom  ports,  there  were  laid 
up  at  the  end  of  April  1,160  vessels  of  1,707,262  net  tons.  These 
were  reported  officially  to  be  "out  of  commission  indefinitely." 
Since  then  the  position  has  become  much  worse. 

Charters 

Sirs.  Lekhaven  (Du.),  28,000  qrs.  grain,  and  Parkhaven  (Du.), 
18,000  qrs.  grain,  Montreal  to  Antwerp,  Rotterdam  range.  25  cents 
per  100  pounds,  Canadian  currency;  if  Hamburg,  27%  cents;  June- 
July. 

Str.  New-quay  (Br.),  a  Gulf  port  to  W.  Italy  or  the  Atlantic 
Islands,  25.000  qrs.  grain,  8s;  July. 

Str.  Kingsburg  (Br.),  2616  t.,  Atl.  range  to  U.  K.,  coal,  private 
terms;  June-July. 

Str.  Jacob  Christensen  (Nor.),  2172  t.,  Atlantic  range  to  Petro- 
grad,  coal,  $7.25;  July. 

Str.  Aestern  (Swed.),  1942  t.,  a  Gulf  port  to  So.  Africa,  timber, 
2.35s;  July. 

Str.  Bjorstpernen  Bjersen  (Nor.),  3252  t.,  Atl.  range  to  Ham- 
burg, coal,  $5.50;  June. 

June  25 

In  the  freight  market  the  principal  development  is  the  an- 
nouncement of  pronounced  reductions  in  rates  to  the  Levant, 
to  be  effective  immediately.  This  was  the  result  of  the  deter- 
mination of  steamship  companies  in  the  Levantine  Conference 
to  force  other  outside  lines  to  join  with  them  in  observing  rates. 


The  reduction  was  material  and  In  some  comtnoditlea  amounted 
to  as  much  as  50  per  cent. 

There  was  a  marked  slump  In  the  charter  market  during 
the  latter  part  of  the  week  as  compared  with  the  pronounced 
demand  for  vessels  to  carry  coal  to  Great  Britain  the  first  three 
days  of  the  week. 

Charter  rates  for  steamers  to  carry  coal  to  the  United  King- 
dom range  from  |5.75  to  $6.75. 

Reports  from  Hampton  Roads  Indicate  great  activity  In  ship- 
ping circles  after  a  dull  period  last  week.  Estimates  indicate 
that  thirty  vessels  will  be  loaded  there  during  the  next  week. 
It  is  reported  that  there  are  forty-eight  steamers  awaiting  their 
turn  at  the  loading  piers,  which  can  accommodate  six  vessels 
at  a  time. 

Tonnage  entering  the  port  of  Reval  during  the  first  quarter 
of  1921  is  reported  as  82,586  for  181  ships,  as  against  15,585 
for  56  ships  in  the  same  period  for  1920.  The  marked  increase 
is  due  in  part  to  the  fact  that  during  1921  the  harbor  was  closed 
by  ice  for  only  a  couple  of  weeks,  whereas  in  1920  it  was  closed 
for  a  much  longer  period. 

Charters 

Str.  Istros  (Gr.)  2306 -t.,  N.  Y.  to  two  ports  in  U.  K.,  sugar,  37s  6d 
and  40s;  prompt. 

Strs.  Orleans  and  Orinoco,  Atl.  range  to  U.  K.,  coal,  $5.60  and 
discharge. 

Str.  Chassic  Maersk  (Dan.),  Atl.  range  to  Copenhagen,  coal,  $6. 

Str.  Alfred  Nobel  (Nor.),  2616  t.,  Atl.  range  to  U.  K.,  coal,  $5.50, 
free  discharge. 

Str.  Phoenix  (Dan.),  Atl.   range  to  Denmark    coal,   private  terms. 

Str.  Waukee,  3796  t.,  Atl.  range  to  W.  Italy,  coal,  $6.25. 

Str.  Boheme  (Ital.),  2691  t.,  Atl.  range  to  Venice,  coal  $6.25;  op- 
tion of  Rotterdam,  $5.25. 

June  27 

The  charter  market  in  general  displays  a  firm  tone  with  few 
inquiries  for  vessels  at  the  present  rates.  Of  the  few  fixtures 
reported  most  were  at  $6.75,  some  were  at  $6.50  and  one  was  re- 
ported at  $7  to  carry  coal  to  the  United  Kingdom. 

Although  business  was  duller  than  usual  the  latter  part  of 
the  week,  in  some  quarters  the  belief  was  expressed  that  the 
demand  for  prompt  boats  would  keep  the  rate  up  and  the  market 
would  strengthen  soon.  Another  rush  for  coal  carriers  is  pre- 
dicted by  some  for  the  early  part  of  this  week. 

Fixing  of  Japanese  steamships  for  grain  carrying  from  Pa- 
cific ports  has.  been  reported.  Four  vessels  are  reported  from 
Portland,  three  of  them  to  carry  grain,  and  the  other  to  take  on 
a  cargo  of  lumber. 

Practically  every  pound  of  wheat  and  flour  from  Portland 
for  the  month  of  June  will  be  carried  in  foreign  bottoms.  The 
Norwegian  and  Swedish  companies  are  leading  for  June,  with  the 
Japanese  making  a  somewhat  poorer  showing.  Charters  already 
fixed,  however,  indicate  a  big  month  for  Japanese  ships  during 
July. 

Grain  exports  from  Galveston  and  Texas  City  to  Italian  ports 
are  picking  up,  according  to  reports  from  Galveston.  The  bulk 
of  the  grain  is  wheat. 

The  tying  up  of  coastwise  lumber  carriers  at  San  Francisco 
because  of  the  marine  strike  has  resulted  in  the  entrance  of  a 
number  of  sailing  vessels  into  that  trade. 

Charters 

Strs.  Anacortes,  3625  t.;  Armcross,  Evergreen  City,  3708  t. ;  Volun- 
teer, 6031  t. ;  Atl.  range  to  U.  K..  coal,  $5.75  and  discharge;  June- July. 

Str.  Brattingborg  (Dan.).  1963  t.,  Phila.  to  Santos,  coal,  about  $5; 
June-July. 

Str.  Lestria  (Swed.),  1510  t.,  Copenhagen  to  Montreal,  pebbles, 
17s  6d;  June  30. 

Str.  Woldingham   (Br.),  1929  t.,  Atl.  range  to  U.  K.,  coal,  37s  6d. 

Str.  Muskegon,  2127  t.,  Atl.  range  to  U.  K.,  coal,  $6;  free  dis- 
charge. 

Str.  Berkut,  2803  t..  Sydney,  Cape  Breton,  to  U.  K.  or  Cherbourg, 
ccal.  26s  6d;  prompt. 

Str.  Kilku  Maru  (Jap.),  Atl.  range  to  U.  K.,  coal,  $5.50;  free  dis- 
charge. 

Str.  Rothley  (Br.),  2481  t.,  Atl.  range  to  St.  Vincent,  coal,  23s  6d. 
full  Welsh  form;  prompt. 

Str.   Winnoconne,  1983  t.,  Atl.  range  to  Copenhagen,  coal,  $6.40. 

Str.  Kleanor  Maersk  (Dan.),  1203  t..  Atl.  range  to  Lisbon,  coal,  $6. 

Str.  Boston   Maru   (Jap.).   3338  net  tons.   Portland   to  I*.   K..  grain. 

Str.  Kongosan  Maru  (Jap.),  3221  t.,  Portland  to  Japan,  with  lum- 
ber. 

June  28 

The  statement  of  foreign  trade  of  the  United  States  issued 
by  the  Department  of  Commerce,  shows  a  decrease  of  over 
$1,000,000,000  in  both  imports  and  exports  of  merchandise  during 
the  first  11  months  of  the  fiscal  year  as  compared  with  the  cor- 
responding period  of  the  previous  year. 

In  the  Panama  Canal  Record  is  a  story  which,  read  in  the 
measure  of  its  extreme  possibility,  is  of  tragic  import  to  Ameri- 
can railway  workers,  stockholders  and  providers  of  equipment 
supplies.  It  is  the  flow  of  enormous  traffic  away  from  the  freight 
train  and  into  the  ship. 

In  the  first  quarter  of  1920  the  lumber  shipments  through  the 
Panama  Canal  from  British  Columbia,  Washington  and  Oregon  to 
the  Atlantic  coast  were  1,202,229  feet.  In  the  first  quarter  of 
1921  the  shipments  through  the  Canal  were  42,495,579  feet.  This 
gain  is  at  the  rate  of  165,000,000  feet  in  a  year,  and  forty  times 
more  by  water  than  during  the  previous  year. 
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A  contract  is  reported  to  have  been  made  between  the  Grace 
Company  and  lumber  interests  to  move  20,000,000  feet  of  lumber 
from  the  Pacific  Coast  to  the  Southern  Republics,  and  the  Cerrao 
del  Celeso  Mining  Company  of  Peru  has  arranged  for  the  shipping 
of  50,000  tons  of  ore  from  South  America  to  San  Francisco  and 
Tampico  on  the  same  ship. 

Reports  from  Canada  state  that  there  are  a  considerable 
number  of  vessels  laid  up  at  Halifax  and  other  ports.  It  is  stated 
that  a  year's  operation  of  forty-seven  vessels  varying  from  2,800 
to  8,300  tons,  by  the  Canadian  Government  merchant  marine,  has 
resulted  in  the  loss  of  nearly  $2,000,000.  These  losses,  however, 
were  not  considered  disastrous  in  view  of  the  fact  that  the  ves- 
sels were  placed  in  operation  at  a  time  when  the  steamship 
business  of  the  world  was  passing  through  one  of  the  most  criti- 
cal times  in  shipping  history. 

There  is  said  to  be  considerable  business  in  sight  for  the 
West  Coast  of  Italy,  Greece,  North  Africa  and  the  islands  of 
the  Atlantic,  but  the  coal  exporters  admit  that  the  activities  for 
the  most  part  in  these  trade  have  been  confined  largely  to  in- 
quiries. 

Out  on  the  Pacific  Coast  the  grain  shipments  for  the  1921 
season  will  come  to  an  end  officially  on  June  30.  About  58,000 
tons  of  grain  were  shipped  from  Portland  during  the  past  week, 
Japanese  steamers  getting  a  fair  share  of  the  business. 

June  29 

There  are  no  particularly  marked  features  in  the  freight 
market.  Rate-making  is  one  of  the  pastimes  of  shipping  con- 
ferences, and  the  tendency  is  in  favor  of  the  shippers,  except 
perhaps  in  respect  to  coal  carriers,  which  seem  to  be  holding 
firm  with  a  tendency  to  increase  in  certain  directions. 

Another  Japanese  steamer  has  been  chartered  for  the  grain 
trade,  this  being  the  fourth  Japanese  steamer  chartered  for  grain 
out  of  Portland  during  the  past  few  weeks,  and  it  is  rumored 
that  charters  are  pending  for  two  more.  The  rate  could  not  be 
ascertained,  but  it  is  said  to  be  considerably  below  those  offered 
by  British  and  Scandinavian  motor  ships  operating  at  less  cost 
than  any  other  ships  of  the  same  size. 

A  decided  reduction  in  rates  on  a  number  of  commodities 
from  the  Pacific  Coast  to  European  ports  has  been  effected  by 
the  European-Pacific  Line,  according  to  advices  received. 

On  the  whole,  the  market  is  inactive,  with  little  prospect  of 
immediate  improvement.  Very  little  coastwise  activity  has 
been  manifested  recently.  The  volume  of  chartering  has  been 
very  small  and  very  few  steamers  ar  running  in  this  trade. 

Charters 

Sir.  West  Haven,  Montreal  to  Antwerp-Hamburg  range  32  000 
.•grain,  27  %c  per  100  IDS.;  July  5. 

Str.  Holtby  (Br.),  Montreal  to  Bergen-Malmo  range,  32,000  qrs 
grain;  if  Berger-Malmo  range,  Gs  IMjd,  and  6s  6d;  if  Stettin  6s  9d' 
July  1-20. 

Strs.  LevnefTBr.),  2,805  tons;  Northern  Star,  3,283  tons-  Dacre 
Castle  (Br.),  3,277  tons;  Eastern  Light,  4,148  tons:  Bffna,  4,000 
tons;  City  of  Fairbury,  3,652  tons;  Atlantic  range  to  United  King- 
dom, coal,  $5.75  and  discharge. 

Strs.  Terrier  (Nor.),  3,163  tons,  and  Hercules  (Nor.),  Atlantic 
range  to  United  Kingdom,  coal,  $6.25  and  $6.50,  respectively;  June. 

Str.  Almelo,  4,417  tons,  Atlantic  range  to  Rotterdam,  coal; 
private  terms. 

Str.  East  Gambo,  4,439  tons,  Hampton  Roads  to  French  Atlan- 
tic port,  coal;  $5.50. 

Str.  Torrey  (Nor.),  Atlantic  range  to  Harmansk,  coal;  $7.50, 
free  discharge;  prompt. 

Str.  Hektor  (Nor.),  7,400  tons  cwt.,  one  round  trip  in  trans- 
Atlantic  trade;  about  7s:  July. 

Strs.  Emma  Arp,  1,734  tons,  and  Antolius  (Fr.),  2,115  tons, 
a  Gulf  port  to  River  Plate,  lumber,  $10:  July. 

Strs.  Modesta  (Nor.),  2.i45  tons,  three  months  time  charter 
in  pulp  wood  trade;  private  terms. 

Schr.  Rachael  N.  Stevens,  1,082  tons,  Jacksonville  to  Boston, 
lumber;  private  terms. 


qrs. 


EXPORTATION  OF  FARM  PRODUCTS 

The  Traffic  World  Washington  Bureau 

As  a  help  to  farmers  who  cannot  market  their  products, 
Senator  Norris,  of  Nebraska,  has  introduced  a  bill  (S.  1015) 
creating  The  Farmers'  Export  Financing  Corporation,  with  a 
capital  of  $100,000,000,  all  subscribed  by  the  government,  to 
undertake  the  exportation  of  farm  products.  One  of  the  pro- 
visions of  the  bill  authorizes  the  proposed  corporation  to  nego- 
tiate with  the  railroads  for  reduced  export  rates  on  farm  products 
and  the  Interstate  Commerce  Commission  to  reduce  the  freight 
rates  on  such  products  "to  any  extent  that,  in  its  judgment, 
may  be  fair  and  reasonable."  Another  section  authorizes  the 
Shipping  Board  also  to  make  whatever  rates  may  be  necessary 
to  move  the  farm  products  which  Norris  says  are  not  moving. 
The  Nebraska  senator  had  referred  the  bill  to  the  Commis- 
sion. The  latter,  in  a  letter  from  Chairman  Clark,  pointedly 
disapproved  the  section  which  would  give  the  financing  corpora- 
tion preference  in  the  matter  of  export  rates.  In  his  letter  to 
the  senator,  Chairman  Clark  said: 

Apparently  the  only  provisions  of  the  bill  which  would  modify 
acts  with  the  administration  of  which  we  are  charged  are  con- 
tained in  section  18.  The  apparent  purpose  of  that  section  .as  we 
understand,  is  to  authorize  the  corporation  which  the  bill  would 
create  to  negotiate  with  the  railroads  for  reduced  freight  rates 
lor  the  transportation  of  shipments  in  which  the  corporation  is 


interested.  In  other  words,  it  seems  to  propose  to  make  the  cor- 
poration, the  capital  stock  of  which  is  to  be  subscribed  by  the 
United  States,  a  preferred  shipper.  I  am  authorized  to  say  that 
we  cannot  indorse  any  proposal  to  make  the  government,  directly 
or  indirectly,  a  preferred  shipper  when  it  is  directly  or  indirectly 
in  commercial  competitoon  with  citizens  who  are  attempting  to 
carry  on  the  same  line  of  business.  Individuals  and  firms  nave 
been  engaged  for  many  years  in  transportation  and  exportation  of 
agricultural  products,  and  it  is  difficult  to  see  on  what  ground 
we  could  approve  any  proposal  to  have  the  government,  through 
a  corporation  or  otherwise,  set  itself  up  as  a  competitor,  while 
reserving  to  itself  the  right  to  have  such  preference  in  the  matter 
of  freight  rates,  as  is  unqualifiedly  condemned  by  the  law  as 
between  shippers  and  competitors  other  than  the  government. 

In  reply  to  Chairman  Clark,  Senator  Norris  said,  in  part: 

I  very  much  regret  that  the  Commission  has  taken  such  a 
narrow  view  of  the  situation.  If  the  objection  is  made  on  the 
ground  that  the  corporation  would  be  a  preferred  shipper,  it 
would  certainly  be  easy  to  amend  the  bill  so  as  to  authorize 
reduced  freight  rates  to  any  shipper  of  such  products.  That  some 
reduction  in  freight  rates  on  these  products  is  necessary  in  order 
to  mave  from  producer  to  consumer  the  foodstuffs  that  are 
now  deteriorating  and  rotting  on  the  farms  is  quite  apparent 
to  anyone  who  understands  existing  conditions.  The  conpumer 
is  starving  for  food  products.  The  producer  is  bankrupt  in  the 
midst  of  a  surplus  of  food  products. 

Senator  Norris  argued  that  the  "individuals  and  firms"  which 
have  been  engaged  in  handling  agricultural  products  are  obvi- 
ously not  doing  the  work  necessary  to  bring  the  producer  and 
the  consumer  together,  and  therefore  it  would  not  hurt  to  let 
the  government  try.  His  whole  argument  was  based  on  the 
assumption  that  the  freight  rate  is  so  high  that  farm  products 
cannot  move.  In  illumination  of  that  thought,  he  said: 

It  ought  to  be  apparent,  it  seems  to  me,  that  even  the  rail- 
roads and  those  "individuals  and  firms"  for  which  and  for  whom 
the  Interstate  Commerce  Commission  seems  to  be  particularly 
solicitous,  can  be  ruined  by  a  freight  rate  that  is  too  high  as 
well  as  by  a  freight  rate  that  is  too  low.  That  the  rate  is  too 
high  for  the  products  to  move  is  demonstrated  by  the  fact  that 
the  products  do  not  move,  and  that  there  is  in  foreign  countries 
a  demand  for  these  products  sufficient  for  their  consumption  if 
the  charge  put  on  them  by  the  railroads  and  "individuals  and 
firms"  were  not  so  great  as  to  make  transportation  impossible. 


RATES  ON  EXPORT  GRAIN 

The  Traffic   World   Washington  Daren't 

Disregarding  the  protests  of  St.  Louis  and  other  points  west 
of  the  Mississippi,  the  Commission,  June  30,  voted  not  to  suspend 
tariffs  reducing,  on  July  1,  the  rates  on  grain  and  grain  products, 
for  export  via  north  Atlantic  ports,  three  cents  per  100  pounds. 
The  reduction  was  made  in  furtherance  of  the  general  plan  of 
the  railroads,  endorsed  by  the  Commission,  to  restore,  in  part, 
if  not  in  full,  the  relationship  of  rates  on  grain,  for  export, 
through  the  north  Atlantic  and  gulf  ports.  They  were  thrown 
out  of  gear  by  the  various  percentage  advances  to  such  an  ex- 
tent that  the  difference  in  rates  between  New  Orleans  on  the 
one  hand  and  Baltimore  on  the  other,  for  illustration,  prior  to 
the  reduction  operative  on  July  1,  was  about  double  the  dif- 
ference in  rates  prior  to  the  percentage  advances. 


CHARGES  FOR  WHARFAGE,  ETC. 

The  Traffic  World  Washington  Bureau 

The  following  announcement  has  been  made  by  the  Commis- 
sion in  No.  12681,  In  re  Charges  for  Wharfage,  Handling,  Storage, 
Etc.,  at  South  Atlantic  and  Gulf  Ports: 

The  Commission  is  in  receipt  of  numerous  inquiries  as  to  whether 
or  not  it  will  give  consideration  to  switching  charges  and  free  time 
allowances  at  the  ports  in  connection  with  this  proceeding.  It  has 
been  concluded  that  the  order  instituting  the  investigation  will  be 
construed  as  including  within  its  scope  switching  charges  to  and  from 
the  water  terminals  at  the  ports  in  question,  and  free  time  allowances 
on  ocean  traffic  while  in  cars  or  in  storage  warehouses  at  the  ports. 

The  Commission  has  also  received  communications  from  a  num- 
ber of  interested  parties  calling  attention  to  the  fact  that  the  prepr 
aration  of  data  bearing  upon  the  questions  here  under  consideration 
will  necessarily  consume  considerable  time  and  requesting  that  this 
fact  be  given  consideration  in  fixing  the  dates  of  the  hearings.  While 
it  is  desired  that  the  investigation  be  proceeded  \yith  and  concluded 
with  all  reasonable  expedition,  the  Commission  is  impressed  with  the 
propriety  of  these  requests  and  will  not  set  the  first  hearing  until 
some  time  in  the  early  fall. 

Timely  notice  of  the  dates  and  places  of  hearings  will   be   given. 


PERMIT  TO  OPERATE  SHIPS 

The  Traffic   World   Washington  Bureau 

On  its  own  motion,  the  Commission  has  reopened  No.  '11214, 
application  of  the  United  States  Steel  Products  Company  for  per- 
mission to  operate  ships  through  the  Panama  Canal,  "for  such 
further  action  as  the  Commission  may  hereinafter  direct."  No 
statement  was  made  as  to  why  the  case  was  reopened.  There 
was  spirited  opposition  by  steamship  companies  to  the  grant  of  a 
permit,  but  the  Commission  thought  that,  under  the  conditions 
then  prevailing,  of  few  ships  using  the  Canal  and  great  conges- 
tion on  the  railroads,  the  permit  should  be  given. 


Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
scribers are  answered  by  mail  or  wire  and  are  always 
treated  as  confidential. 
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THE  CUMMINS  INVESTIGATION 

Tkt  Traffic  World  Wathinglon  Bureau 

A  saving  of  from  $60,000,000  to  $75,000,000  a  year  in  the 
cost  of  fuel  could  l>c  effected  ii>  I  IK-  liiilnniils  through  co-ordl- 
naiidii  oC  the  purchasing  of  fuel  supplies  by  groups  of  carriers, 

Milini;  in  testimony  ;;iven  before  tin1  Senate  committee  June 
24  by  I<M win  Ludlow,  president  of  the  American  Institute  of 
Mining  and  Metallurgical  Engineering,  who  was  called  as  wit- 
ness by  Mr.  Warfleld  in  behalf  of  the  National  Association  of 
Owners  of  Railroad  Securities. 

Mr.  Ludlow  said  if  the  railroads  of  the  country  could  be 
divided  into  four  or  more  groups  and  a  competent  fuel  engineer 
selected  in  each  group  to  supervise  fuel  purchases,  very  large 
economics  could  be  obtained. 

Advantages  that  would  accrue  from  the  purchase  of  fuel  by 
railroads  in  groups  were  enumerated  as  follows  by  Mr.  Ludlow: 

"1.  The  allocation  to  each  railroad  of  a  uniform  grade  of 
coal. 

"2.  The  avoidance  of  cross  hauls,  supplying  each  road  from 
the  most  available  supply  with  a  minimum  of  mileage. 

"3.  Placing  of  the  fuel  supply  on  a  scientific  basis,  with  the 
employment  of  inspectors  to  maintain  the  quality  of  coal  shipped 
and  the  checking  up  of  the  results  from  the  performances  ob- 
tained. 

"4.  The  close  co-operation  that  such  a  committee  could 
have  with  the  coal  operators,  obtaining  in  that  way  co-operative 
results  of  economy  and  efficiency  that  cannot  be  obtained  under 
the  individual  basis  of  buying  as  at  present. 

"5.  Stabilization  of  the  bituminous  industry  through  pur- 
chasing greater  amounts  of  coal  during  the  summer  months  and 
storing  it  for  use,  with  diminished  shipments  in  the  winter 
months.  The  advantages  of  this  may  be  summarized  as  follows: 

A.  The  direct  saving  to  the  railroads  in  the  lower  cost  of  their 
fuel   supply,    taking   into    consideration    the   cost   of   storing   and    re- 
handling. 

B.  The  direct  saving  to  the  operators  in  the   cost  of  producing 
the  coal,   due  to  steadier  work,   enabling  them  to   make  lower  prices 
for   the    railroad   supply. 

C.  The  general  advantage  that  will  accrue  to  the  whole  bitum- 
inous   industry    from    the    stabilization    of    production,    reducing    the 
amount  of  idle  times  at  the  mines  and  enabling  the  mine  laborer  to 
have   full  time  employment  throughout  the  year. 

D.  The  advantage  to  the  railroads  in  the  utilization  of  the  empty 
cars  during  the  summer  and  reducing  the  movement  of  their  own  fuel 
coal  during  the  winter  months  when  the  cost  of  operation  is  highest 
and  the  demand  is  greatest  for  coal  cars  for  domestic  supply. 

K.  I'.y  making  long  term  contracts  with  producing  mines  they 
will  be  able  not  only  to  equip  their  mines  better  for  the  extraction 
of  coal,  but  also  for  the  housing  and  welfare  of  their  employes,  being 
sure  of  a  defined  ull-the-year-round  tonnage  that  will  warrant  their 
making  the  necessary  capital  expenditures. 

"6.  The  public  will  be  greatly  benefited  through  an  arrange- 
ment of  this  kind,  releasing  the  mines  under  contract  to  the  rail- 
roads from  a  proportion  of  their  tonnage  in  the  winter  months 
when  the  coal  is  needed  for  domestic  purposes.  The  stabiliza- 
tion of  the  industry  in  this  way  will  avoid  the  serious  fluctuations 
which  have  occurred  in  the  coal  business  in  the  last  few  years." 

Execution  of  long-term  contracts  with  mine  operators  pro- 
viding for  excess  shipments  during  the  four  dull  months  of  April, 
May,  June  and  July,  the  witness  said,  and  a  reduction  in  ship- 
ments during  the  congested  months  of  November,  December, 
January  and  February,  would  enable  the  carrier  to  get  much 
lower  prices  and  thereby  decrease  their  fuel  costs.  Another 
advantage  to  the  railroads,  he  said,  would  be  a  more  uniform 
freight  traffic,  and  that  the  carriers  would  have  during  the  win- 
ter months  the  cars  needed  for  the  domestic  demand.  He  also 
said  the  necessity  for  railroads  assigning  cars  to  keep  up  their 
fuel  supply  in  winter  would  be  eliminated. 

"The  whole  situation  of  the  purchase  of  coal  should  be  one 
of  co-operation  with  the  mines  and,  by  helping  the  mines  during 
the  dull  summer  months  to  carry  their  overhead  expenses,"  he 
said,  "the  railroads  would  receive  their  coal  at  a  much  lower 
price,  not  only  sufficiently  lower  to  pay  for  the  expenses  of  stor- 
ing and  picking  up,  but  also  at  a  considerable  saving  on  the  total 
fuel  cost,  and  the  whole  country  would  be  relieved  of  the  con- 
gestion and  uncertainty  in  the  coal  business,  which  has  hap- 
pened so  frequently  in  late  years,  and  of  which  1920  was  our 
worst  example.  The  stabilizing  of  the  coal  industry  is  recog- 
nized as  one  of  the  necessities  for  the  real  prosperity  of  this 
country,  and  the  railroads,  using  33  per  cent  of  the  entire  output 
of  the  bituminous  mines,  are  the  ones  who  can  do  the  most 
toward  stabilizing  if  they  will  work  in  co-operation  with  the  coal 
miners  to  that  end." 

Senator  Kellogg  asked  if  it  were  practical  and  beneficial  for 
the  carriers  to  buy  coal  as  suggested  why  should  not  the  same 
principle  be  applied  too  purchases  made  by  railroads.  Mr.  Lud- 
low's  idea  was  that  there  should  be  an  advisory  committee  which 
should  advise  the  railroads  as  to  how  they  should  purchase  their 
fuel,  but  Mr.  Warfleld  later  explained  that  the  association's  idea 
was  that  the  railroads  in  each  group  should  designate  their  own 
men  to  effect  the  purchases  by  groups.  In  reply  to  Senator  Kel- 
logg, Mr.  Ludlow  said  he  believed  the  principle  of  an  advisory 
committee  could  be  extended  to  all  purchases  and  that  economies 
would  result.  Senator  Kellogg  believed  that  there  would  be  a 


duplication  of  existing  agencies  of  the  railroads  and  that  if  all 
purchases  were  to  be  made  on  the  advice  and  suggestion  of  a 
central  committee  nothing  much  would  be  left  for  the  railroad 
iiiiin.-i.nementH  lo  do.  He  also  Bald  that  In  the  operation  of  260,000 
mile.s  lit'  railroad  more  eilicient.  operation  would  result  by  Indl- 
\idn.-ii  management  than  by  centralized  management  through  a 
committee. 

Senator  Cummins  said  if  the  plan  were  not  made  compulsory 
it  probably  would  not  be  observed.  He  inquired  of  the  witness 
about  savings  that  could  be  effected  through  the  electrification 
of  railroads.  Mr.  Ludlow  said  he  believed  great  savings  could 
be  made  by  that  means  in  congested  areas  and  referred  to  the 
proposed  creation  of  a  super-power  zone  between  Washington 
and  Boston  for  the  electrification  of  steam  roads  through  the 
use  of  waterpower  and  coal. 

Forney  Johnston   Explains  Bills 

Mr.  Johnston,  counsel  for  the  association,  resumed  his  ex- 
planation of  the  bills  designed  to  carry  out  the  proposals  for 
effecting  economies  in  railroad  operation.  He  discussed  the  Na- 
tional Railway  Service  Corporation.  Senator  Cummins  said 
he  did  not  see  that  that  had  much  bearing  on  the  present  prob- 
lem. He  pointed  out  that  this  corporation  had  obtained  loans 
from  the  $300,000,000  revolving  fund  in  connection  with  the  exe- 
cution of  car  equipment  trusts,  but  that  the  government  was  not 
likely  to  furnish  money  for  that  purpose  in  the  future.  Mr.  John- 
ston said  he  believed  payments  of  money  borrowed  out  of  that 
fund  should  be  used  beyond  1922,  but  that  a  new  appropriation 
would  not  be  required.  Under  the  transportation  act  the  Com- 
mission will  not  have  the  power  to  make  loans  to  carriers  whose 
applications  are  not  in  before  March  1,  1922.  Mr.  Johnston  pro- 
posed that  this  date  be  extended  to  March  1,  1930. 

The  bill  providing  for  federal  incorporation  of  the  National 
Railway  Service  Corporation  would  confer  on  that  organization 
the  power  of  eminent  domain — that  is,  it  would  have  the  author- 
ity to  condemn  and  acquire  existing  railroad  properties.  Sen- 
ator Kellogg  remarked  that  that  was  a  "tremendous  power"  to 
be  conferred  on  the  corporation. 

Mr.  Johnston  cited  the  controversy  over  the  effort  of  the 
New  York  Central  to  get  possession  of  the  Chicago  Junction 
railway  property,  pointing  out  that  some  of  the  trunk  lines  were 
opposed  to  the  New  York  Central's  application.  He  said  in  such 
a  case  the  Commission  might  decide  that  it  would  be  best  for 
the  property  to  be  held  by  a  common  agency  such  as  the  pro- 
posed corporation,  and  that  the  proposed  legislation  would  give 
the  corporation  ihe  power  to  acquire  the  property.  He  said  he 
did  not  have  in  mind  a  specific  property  that  might  be  taken 
over,  but  that  cases  might  arise  where  it  would  be  in  the  public 
interest  and  in  the  interest  of  the  railroads  to  have  a  common 
agency  owning  a  given  property. 

'Questions  put  by  Senators  Kellogg  and  Pomerene  when  For- 
ney Johnston,  counsel  for  the  National  Association  of  Owners 
of  Railroad  Securities,  resumed  explanation,  June  27,  of  the  two 
bills  offered  by  the  association  for  effecting  economies  in  rail- 
road operation,  indicated  that  they  had  a  question  in  their 
minds  as  to  whether  the  result  of  the  program  put  forth  by 
the  association  would  be  beneficial  to  the  railroads. 

Senator  Pomerene  wanted  to  know  what  the  proposed  legis- 
lation would  accomplish  in  the  way  of  improving  the  methods 
now  employed  to  effect  efficient  management.  Mr.  Johnston  said 
interference  with  individual  corporations  was  not  contemplated 
but  that  the  object  sought  was  the  creation  of  agencies  which 
would  make  an  intensive  study  of  the  transportation  problem 
for  the  country  as  a  whole.  He  said  the  Pennsylvania  might 
have  an  efficient  organization  to  get  business  away  from  the 
B.  &  0.,  for  instance,  but  that  the  problem  of  efficient  operation 
was  not  approached  from  a  nation-wide  viewpoint. 

There  is  no  intention  on  the  part  of  the  security  owners 
to  disrupt  the  American  Railway  Association,  Mr.  Johnston  said. 
He  added,  however,  that  that  organization  did  not  always  "work," 
pointing  to  the  necessity  for  the  Commission  exercising  its 
emergency  powers  in  1920.  He  said  if  the  railroads  had  co- 
operated with  the  A.  R.  A.  at  that  time  the  orders  of  the  Com- 
mission would  not  have  been  necessary. 

Senator  Kellogg  remarked  that  after  the  advisory  bodies 
proposed  had  made  recommendations,  the  Interstate  Commerce 
Commission  would  still  have  to  decide  the  question  that  might 
be  at  issue.  He  said  the  trouble  with  the  proposals  was  that 
they  would  result  in  the  creation  of  additional  agencies  and 
that  Washington  was  full  of  agencies  gathering  useless  informa- 
tion. 

Senator  Pomerene  said  he  was  in  complete  sympathy  with 
the  idea  of  having  an  intensive  study  made  of  the  transporta- 
tion problem  but  that  the  danger  he  saw  in  the  security  owners' 
suggestions  was  that  there  might  be  too  many  advisers  to  rail- 
road executives,  with  the  result  that  the  executives  would  de- 
pend on  others  rather  than  on  themselves  in  managing  the  rail- 
roads. 

Mr.  Johnston  viewed  the  matter  from  the  standpoint  of 
"compulsory  education."  The  advisory  boards,  he  explained, 
would  give  their  time  to  studies  of  problems  into  which  the 
heads  of  railroad  departments  did  not  have  the  time  to  go,  and 
base  recommendations  thereon.  His  idea  was  that  if  a  railroad 
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executive  could   be  shown   where   improvement   could   be   made, 
there  would  be  no  objection  to  that  by  the  executives. 
John   F.  Wallace  on  the  Stand 

John  F.  Wallace,  former  chairman  of  the  Chicago  Railway 
Terminal  Commission,  and  a  member  of  the  security  owners' 
Board  of  Economics  and  Engineering,  testified  on  the  question 
of  joint  terminals  and  facilities. 

"The  complete  application  of  the  competitive  system  to  rail- 
way freight  terminals  falls  of  its  own  weight,"  said  he.  "Each 
road  cannot  secure  and  maintain  terminal  facilities  covering 
the  entire  terminal  area.  It  cannot  secure,  maintain  and  oper- 
ate adequate  terminal  facilities  in  each  and  every  section  or 
district  within  the  metropolitan  terminal  areas  where  important 
freight  traffic  originates.  Nevertheless,  the  attempt  is  made 
under  existing  methods  to  cover  as  much  as  possible  of  the 
entire  field  by  separate  and  competitive  terminals,  with  the 
resultant  complication  of  facilities  and  a  duplication  of  financial 
investment." 

Mr.  Wallace  referred  to  the  terminal  district  of  Chicago  as 
exemplifying  the  ill  effects  of  competitive  freight  terminals  and 
of  the  steps  that  had  been  taken  to  unify  the  use  of  terminals 
there. 

"If  the  terminal  situation  were  treated  co-operatively  in- 
stead of  competitively,"  said  he,  "there  could  be  a  simplifica- 
tion of  the  tangled  network  of  tracks  that  now  exists,  the  re- 
lease to  general  commercial  purposes  of  large  and  valuable  prop- 
erty now  held  by  railroads  for  competitive  purposes  or  pros- 
pective competitive  needs,  the  reduction  of  operating  costs  in 
the  terminal  handling  of  freight,  and  an  increase  of  efficiency." 

The  same  terminal  problems  exist  in  a  lesser  extent  at 
all  of  the  great  railroad  centers,  he  said. 

"There  is  practically  a  unamimous  opinion  among  railroad 
executives,"  he  continued,  "that  the  unified  or  co-operative  opera- 
tion of  railway  terminals  is  not  only  desirable  but  will  event- 
ually be  necessary.  It  is  doubtful,  however,  if  the  railroads  left 
to  their  own  resources  will  be  able  to  evolve  through  independ- 
ent effort  a  satisfactory  co-operative  railway  terminal  operating 
plant." 

Mr.  Wallace  pointed  to  the  operation  of  the  terminals  at 
Chicago  and  other  large  centers  during  federal  control  by  term- 
inal managers.  He  said  while  economies  were  secured,  the  re- 
sults obtained  were  not  at  all  indicative  of  what  could  be  se- 
cured through  the  complete  unified  operation  of  terminals  in 
normal  times. 

Chicago,  he  said,  had  adopted  the  policy  of  bringing  pres- 
sure on  the  fourteen  railroads  occupying  the*  territory  south 
of  the  loop  district  between  State  Street  and  the  Chicago  River, 
to  co-operate  in  straightening  the  Chicago  River  and  creating 
a  consolidated,  unified  terminal  between  Clark  Street  and  the 
river,  releasing  all  presently  used  railroad  property  between 
Clark  Street  and  State  Street  for  commercial  uses. 

"An  agency  that  could  harmonize  the  apparent  conflicting 
interests  of  the  several  railroads  in  this  territory  would  be  in 
a  position  to  substantially  promote  the  accomplishment  of  this 
improvement,"  said  he. 

"Practical,  progressive  consolidation  could  be  brought  about 
by  forming  a  terminal  group  consolidation  of  all  the  belt  lines 
and  small  railroads  performing  terminal  functions,  using  the 
Chicago  Junction  system  of  terminals  as  a  nucleus.  This  term- 
inal system  serves  a  territory  of  commercial  Industries  that 
yields  a  volume  of  traffic  equal  to  an  ordinary  city  of  the  second 
class,  and  is  open  to  all  railroads  on  equal  terms,  and  a  con- 
solidation of  all  the  belt  line  facilities  with  or  by  this  prop- 
erty and  operated  on  this  principle  would  benefit  all  the  rail- 
roads' shippers  and  the  public. 

"Later,  as  various  trunk  lines  could  be  induced  to  use  co- 
operatively other  trunk  lines  and  their  facilities,  sections  of- 
existing  trunk  lines  with  yards  and  other  facilities  could  be 
incorporated  as  might  be  advisable.  The  extension  to  include 
all  facilities  and  operations  within  the  terminal  district  will 
eventually  follow  as  the  advantages  of  consolidated  operation 
are  demonstrated." 

Consolidation  of  terminals  will  come  about  just  as  the  great 
systems  of  railroads  were  built  up  by  the  absorption  of  smaller 
lines,  Mr.  Wallace  testified  June  28.  He  believed  that  an  inde- 
pendent agency,  however,  is  needed  to  effect  such  consolidations 
because  individual  railroads  are  not  inclined  to  give  up  what 
they  have  for  the  benefit  of  the  country  as  a  whole. 

Mr.  Wallace  said  it  was  not  the  purpose  of  the  security 
owners'  board  of  economics  and  engineering  to  be  a  disturbing 
element,  but  that  it  wished  to  be  helpful  to  the  railroads  and 
the  Commission.  He  said  railroad  executives  were  so  loaded 
down  with  routine  duties  that  they  did  not  have  the  time  to 
make  such  studies  as  the  board  of  economics  will  make. 

"If  Mr.  Willard,  or  Mr.  Rea,  or  Mr.  Smith  could  put  their 
feet  up  on  their  desks  for  several  hours  every  day  and  smoke 
cigars,  they  would  be  better  executives,"  said  Mr.  Wallace. 

George  E.  Brock  a  Witness 

George  E.  Brock,  president  of  the  Home  Savings  Bank  of 
Boston  and  president  of  the  National  Association  of  Mutual 
Savings  Banks,  an  organization  whose  members  hold  approxi- 
mately $900,000,000  of  railroad  bonds,  was  called  as  a  witness 


by  Mr.  Warfield.  Mr.  Brock  said  the  banks  had  been  somewhat 
concerned  because  of  their  large  railroad  bond  holdings  and 
that  they  had  affiliated  with  the  security  owners'  association  to 
protect  their  interests.  He  said  savings  banks  were  not  invest- 
ing in  railroad  bonds  at  present. 

Mr.  Brock  expressed  the  belief,  however,  that  if  safeguards 
were  thrown  around  railroad  securities,  the  savings  banks  would 
furnish  approximately  $100,000.000  a  year  for  new  equipment. 
He  referred  to  the  recommendation  of  the  association  that  re- 
ceivers of  railroad  companies  shall  be  required  to  pay  the  in- 
terest on  equipment  trust  certificates. 

Asked  by  Senator  Cummins  whether  he  had  given  sufficient 
study  to  the  program  of  the  association  to  permit  him  to  pass 
on  its  value,  Mr.  Brock  replied  he  would  not  say  that  he  was 
a  proper  judge  of  the  matter,  but  that  such  information  as  he 
had  on  the  subject  he  believed  the  proposals,  if  made  effective, 
would  go  a  long  way  toward  helping  the  railroads. 
-  L.  B.  Stillwell  Testifies 

L.  B.  Stillwell,  consulting  engineer,  a  member  of  the  board 
of  economics  and  engineering,  testified  as  to  studies  that  would 
be  made  looking  toward  economies  in  car  construction.  He  dis- 
cussed the  question  of  standardizing  freight  and  passenger  cars. 
He  said  little  had  been  done  by  the  railroads  toward  cheapening 
the  cost  of  car  construction. 

Mr.  Stillwell  completed  his  statement  to  the  committee  June 
29,  as  to  methods  of  effecting  economies  through  standardization 
of  rolling  stock  and  improvements  in  design,  construction  and 
maintenance.  He  said  standardization  of  freight  cars  as  affect- 
ing interchangeability  had  already  been  accomplished  in  large 
degree,  but  that  the  railroads  were  using,  however,  even  in 
identical  service,  cars  differing  materially  in  strength,  weight, 
capacity  and  durability.  From  the  experience  gained  in  operat- 
ing these  cars,  he  said,  a  limited  number  of  standard  types  and 
sizes  should  be  selected  or  developed  for  interchange  service 
and  thereafter  adhered  to,  except  in  special  cases  where  the 
reasons  for  deviation  may  unquestionably  be  controlling. 

If  the  average  life  of  a  freight  car  could  be  increased  ten 
years  by  improved  design  and  systematic  maintenance,  he  said, 
it  would  be  necessary  to  purchase  approximately  42,000  cars  less 
each  year.  The  cost  of  42,000  cars  at  present  prices  would  be 
about  $100,000,000,  he  said.  The  weight  of  freight  cars  should 
be  given  careful  consideration  to  the  end  that  durability  may 
be  secured  without  excessive  weight,  he  said. 

"If  standardization  from  the  standpoint  of  the  railroads  as 
a  whole  can  be  established,"  said  he,  "and  sound  maintenance 
and  retirement  policies  fixed,  savings  very  large  in  the  aggre- 
gate will  undoubtedly  be  secured." 

Mr.  Stillwell  also  advocated  standardization  which  will  se- 
cure interchangeability  of  parts  and  also  establish  adequate 
standards  of  strength  of  material  and  methods  of  construction. 
A  great  reduction  in  builders'  costs  and  in  prices  would  result 
from  stabilization  of  the  placing  of  orders  for  both  new  cars 
and  replacement  parts,  he  said.  He  said  further  if  it  were  pos- 
sible to  carry  on  repairs  systematically  at  all  seasons  regardless 
of  earnings  or  losses  of  individual  roads,  a  great  saving  could 
be  effected. 

The  National  Railway  Service  Corporation,  Mr.  Stillwell 
said,  in  financing  further  purchases  of  equipment,  proposes  to 

(a)  Insist  upon  the  adoption  of  standards  of  design  a.pproved 
by   it. 

(b)  Provide  systematic  and   competent  inspection  during-  con- 
struction  of   the   equipment    so   financed    to    ensure    the   best  prac- 
ticable material  and  \vorkmanship. 

(c)  Establish  and  maintain  systematic  and  competent  inspec- 
tion   of    repairs    to    its    cars    at    interchange    joints,    in    order    that 
the    interests    of    the    equipment    note    holders    may    be    protected 
against   the    losses    and    delays   incident    to    the    methods    of   main- 
taining  car   equipment  which   now   prevail. 

"It  is  the  opinion  of  the  board  that  the  establishment  of  such 
a  policy  by  the  Service  Corporation  will  assist  materially  in 
financing  equipment  and  can  be  made  effective  in  securing  far 
reaching  economies,"  he  said. 

"The  board  also  believes  it  is  reasonable  to  expect  that  the 
establishment  of  such  policies  and  methods  would  receive  the 
approval  of  the  Interstate  Commerce  Commission,  and  if  this 
is  given  there  can  be  no  question  of  their  general  adoption  by 
the  railroads. 

"The  Board  is  not  prepared  at  this  time  to  state  any  con- 
clusions in  regard  to  electrification  of  railroads.  It  recognizes 
the  fact  that  the  economic  possibilities  of  electrification  as  ap- 
plied to  local  conditions  of  heavy  grade  and  dense  traffic  and 
to  terminal  operation  are  such  as  will  justify  very  careful  exam- 
ination, but  feels  that  its  attention  should  be  concentrated  at 
present  upon  other  features  of  the  railroad  problem  which  appear 
to  present  opportunities  for  greater  saving  of  operating  costs 
as  compared  to  new  capital  required." 

Colston    Called    as   Witness 

W.  A.  Colston,  director  of  the  Commission's  bureau  of 
finance,  was  called  as  a  witness  by  Senator  Cummins  to  explain 
how  the  bureau  had  co-operated  with  the  National  Railway  Serv- 
ice Corporation  in  the  matter  of  making  loans  for  equipment. 

Mr.  Colston  reviewed  briefly  the  work  of  the  bureau  under 
the  transportation  act.  Of  the  $260,000,000  set  aside  from  the 
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1300,000,000  revolving  fund  for  loans  to  carriers,  he  said,  $935,- 
783  was  yet  available.  He  said  a  total  of  $228,020,237  had  actually 
been  loaned  to  date;  $10,303,730  of  loans  liad  been  approved  re- 
cently and  that  about  $25,000,000  of  loans  had  been  tentatively 
approved. 

Referring  specifically  to  the  service  corporation,  through 
which  the  Commission  has  made  loans  for  equipment,  be  said 
there  was  no  doubt  that  some  carriers  obtained  loans  in  that 
way  which  would  not  have  been  able  to  meet  the  requirements 
of  the  Commission  themselves.  He  said  the  corporation  could 
have  accomplished  much  more  if  it  had  had  the  authority  to  ad- 
minister the  revolving  fund  directly  under  the  supervision  of 
the  Commission  and  that  it  could  have  saved  the  railroads  con- 
siderable sums  of  money  which  (he  "middleman"  otherwise  got. 
He  referred  to  the  fact  that  the  marketing  cost  of  the  Great 
Northern-Northern  Pacific  oint  Burlington  issue  amounted  to 
$21,418,750,  and  said  that  if  the  service  corporation  had  had 
the  authority  and  assets  in  that  instance  to  deal  with  the  holders 
of  the  maturing  bonds,  the  bonds  could  have  been  exchanged 
without  cost  to  the  Northern  Pacific  and  Great  Northern. 

If  the  service  corporation  were  given  the  authority  to  ad- 
minister the  $300,000,000  revolving  fund,  given  control  of  the 
railroad  assets  held  by  the  government,  plus  the  indebtedness  of 
the  carriers  to  the  government  for  capital  expenditures,  which 
they  have  asked  to  be  funded,  the  corporation  would  have  a 
capitalization  of  a  billion  and  a  half,  he  said.  With  that  capi- 
talization, he  said,  it  could  raise  three  billion  more,  making  a 
total  of  four  billion  and  a  half.  With  that  amount,  he  said,  the 
corporation  could  finance  all  the  carriers  in  the  United  States 
and  make  great  savings  in  interest  and  marketing  charges.  He 
cited  a  number  of  roads  which  borrowed  money  in  1920  at  around 
iy2  per  cent  before  the  effective  date  of  the  Commission's  con- 
trol over  the  issuance  of  securities.  After  the  Commission  had 
approved  the  service  corporation  as  an  agency  through  which 
loans  could  be  made  to  carriers  for  equipment,  he  said,  if  a 
carrier  wished  to  issue  equipment  trust  certificates  at  a  rate 
of  interest  in  excess  of  7  per  cent,  the  carrier  would  be  told  that 
the  service  corporation  would  lend  the  money  at  7  per  cent. 

"That  was  a  club  with  which  we  forced  down  interest  rates," 
said  he. 

Senator  Cummins  requested  Mr.  Colston  to  submit  a  report 
in  writing  to  the  committee  giving  his  views  on  the  two  bills 
submitted  to  the  committee  by  Mr.  Warfield. 

Director  Colston  submitted  his  recommendations  to  the  com- 
mittee June  30  relative  to  the  bills  proposed  by  the  Warfield 
organization  for  the  federal  incorporation  of  the  National  Rail- 
way Service  Corporation  and  to  promote  further  economics  and 
efficiency  in  railway  transportation. 

Discussing  the  first  measure,  he  said  there  was  no  doubt 
in  bis  opinion  that  the  corporation  under  a  federal  charter  would 
continue  to  accomplish  in  part  at  least  the  benefits  realized 
under  its  state  charter,  namely,  the  extension  of  credit  to  car- 
riers which  otherwise  could  not  obtain  credit  and  the  reduction  of 
interest  rates,  discounts  and  commissions  on  moneys  required  by 
railroads. 

Without  provision  for  adequate  capital,  however,  he  said, 
these  benefits  would  be  limited  by  amounts  available  under  sec- 
tion 210  of  the  transportation  act,  or  by  similar  provisions  un- 
der future  laws,  and  the  work  of  the  corporation  would  be  hand- 
icapped, as  the  state  corporation  has  been,  by  the  unwieldy  forms 
of  equipment  trust  agreements,  etc. 

'•'I  think  that  the  proposed  corporation  could  be  made  a  much 
more  virile  and  helpful  institution  if  the  bill  were  amended  in 
the  following  respects,"  said  Mr.  Colston. 

"First.  In  order  that  there  may  be  no  fear  or  suspicion  of 
private  profit  or  benefit  growing  out  of  the  activities  of  the  Fed- 
eral corporation,  the  act  of  incorporation  should  distinctly  pro- 
vide that  the  assets  and  profits  of  the  corporation  shall  be  the 
assets  and  profits  of  the  United  States,  to  be  administered  by  the 
managers  of  the  corporation,  as  trustees  or  fiduciaries,  solely  in 
the  interest  of  commerce  and  of  the  people  of  the  United  States. 
Instead  of  providing,  as  is  now  done  by  section  10  of  the  bill, 
that  the  corporation  shall  issue  no  shares  of  stock,  it  might  be 
well  to  provide  that  all  of  the  capital  stock  of  the  corporation 
shall  be  issued  to  and  held  by  the  United  States  under  condi- 
tions similar  to  those  governing,  for  example,  capital  stock  of  the 
Emergency  Fleet  Corporation,  of  the  Housing  Corporation,  of  the 
United  States  Grain  Corporation,  and  of  the  War  Finance  Cor- 
poration. The  loans,  leases,  underwritings  and  other  major  oper- 
ations of  the  corporation  should  be  under  the  control  or  subject 
to  the  supervision  of  the  Interstate  Commerce  Commission  just 
as  loans  are  now  made  under  section  210  of  the  Transportation 
Act  under  the  direction  of  the  Commission.  But  transactions  inci- 
dental to  carrying  out  the  general  enterprises  authorized  by  the 
Commission  should  be  performed  by  the  corporation's  officers  and 
trustees  just  as  business  of  a  private  corporation  is  carried  on 
by  its  officers  and  an  executive  committee  under  the  general 
authority  of  the  directors  or  stockholders. 

Secondly.  The  business  of  the  corporation  should  be  sim- 
plified by  providing  that  the  corporation  Itself  shall  make  the 
loans,  underwrite  the  securities,  or  exercise  the  other  activities 
contemplated,  upon  direction  or  approval  of  the  Interstate  Com- 


Commission,  without  the  necessity  for  multiplying  trans- 
actions between  the  Commission  and  the  Treasury,  between  the 
Treasury  and  the  corporation,  and  between  the  Treasury  and  the 
carriers.  And  to  the  extent  of  Its  assets  or  capital  stock  the  cor- 
poration should  be  pet-milled  to  underwrite,  as  well  as  buy,  sell 
and  loan  upon,  the  securities  of  carriers,  but  should,  of  course, 
not  he  permitted  to  bind  the  United  States  by  Its  underwritings 
or  agreements,  except  to  the  extent  of  the  assets  turned  over  to 
the  corporation  and  the  profits  therefrom,  or  to  such  further 
extent  as  may  be  specifically  authorized  by  law. 

"Thirdly.  There  should  be  turned  over  to  the  corporation, 
as  the  basis  of  Its  operations  and  to  be  held,  administered  and 
dealt  In  as  trustee,  for  the  uses  and  purposes  for  which  It  Is 
created,  all  railroad  securities  of  any  kind  now  held  directly 
or  indirectly  by  the  United  States  government,  all  balances  In 
the  revolving  fund  created  by  section  210  of  the  Transporta- 
tion Act,  1920,  and  all  accretions  of  the  general  railroad  contin- 
gent fund  provided  for  by  section  15a  of  the  Interstate  Commerce 
Act.  A  rough  estimate  of  the  assets  now  or  prospectlvely  dor- 
mant and  available  for  such  purposes,  in  addition  to  the  accre- 
tions which  may  be  expected  for  the  general  railroad  contingent 
fund,  may  be  obtained  from  a  consideration  of  the  following: 

In  June  of  last  year  the  War  Finance  Corporation  held  securities 
of  railroads  amounting  to  $64.668,210,  It  Is  probable  that  the  greater 
part  of  this  sum  is  still  unpaid. 

On  April  30,  1921,  the  Treasury  held  obligations  of  carriers 
S?q>inr,eod  under  section  7  of  the  Federal  Control  act.  approved  March 
21,  1918,  as  amended,  amounting  to  $66.047.250,  and  equipment  trust 
6  per  cent  gold  notes  acquired  by  the  Director  General  of  Railroads 
pursuant  to  the  Federal  Control  act  of  March  21,  1918,  as  amended 
and  the  act  approved  November  19,  1919,  to  provide  for  the  reimburse- 
ment of  the  United  States  for  motive  power,  cars  and  other  equtp- 
m>?noLordel',ed  Jj?r  c?rriers  under  federal  contol,  amounting  to  $310.- 
0*8,100,  and  obligations  of  carriers  acquired  pursuant  to  section  207 
»o  «£  Transportation  act,  approved  February  28,  1920,  amounting  to 

ipoy,OUO,OUU. 

The  revolving  fund  of  $300,000,000  created  by  section  210  of  the 
Transportation  act  has  been  increased  by  accrued  interest  and  If 
other  provision  is  made  for  payment  of  judgments  against  the  Director 
General  now  required  to  be  paid  out  of  this  fund  we  may  set  down  the 
$300  OOOaoOO  nces  in  the  fund  as  amounting  to  something  over 

The  carriers  are  now  seeking  the  funding  of  additions  and  better- 
ments during  federal  control  amounting  to  approximately  $750,000  000 

The  obligations  held  for  advances  to  carriers  under  the  Federal 
Control  act  are  subject  to  some  changes  growing  out  of  the  final  set- 
tlement of  the  carriers'  accounts  with  the  Director  General  but  we 
may  say  in  round  figures  that  if  the  request  of  the  carriers  to  fund 
additions  and  bettements  during  federal  control  is  granted  we  shall 
have  in  sight  dormant  or  frozen  assets  amounting  to  about  $1  500  - 
000.000,  which,  if  turned  over  to  the  proposed  corporation,  could  prob- 
ably be  made  the  foundation  of  a  financial  power  of  $4  500  000  000  an 
amount  sufficient,  apparently,  to  finance  the  needs  of  all  of  the  rail- 
roads of  the  United  States  for  many  years. 

"Incidentally  to  the  amendments  suggested  there  should  be 
provisions  to  permit  the  making  indefinitely  of  loans  by  the 
corporation,  on  order  or  approval  of  the  Interstate  Commerce 
Commission,  out  of  its  funds  or  assets,  including  the  balances  and 
assets  arising  from  the  operations  of  the  revolving  fund  under 
section  210  of  the  Transportation  Act,  1920,  and  there  should  be 
either  no  limitation  of  the  time  for  which  loans  may  be  made 
or  the  time  should  be  considerably  extended  beyond  the  period 
of  15  years  now  permitted  by  section  210  of  the  Transportation 
Act.  The  average  life  of  equipment  is  considerably  more  than  15 
years,  and  under  the  restrictions  of  section  210  of  the  Transpor- 
tation Act  it  was  impossible  to  arrange  for  the  purchase  by  the 
National  Railway  Service  Corporation  (or  any  other  organization 
effected  for  the  purpose)  of  equipment  to  be  held  by  the  cor- 
poration and  leased  to  carriers  generally.  As  will  appear  from 
the  table  submitted  in  my  testimony  of  today,  and  showing  the 
amortization  at  6  per  cent  of  equipment  on  basis  of  4%  per  cent 
return  on  original  investment,  and  with  depreciation  rates  of  4 
per  cent  and  5  per  cent,  respectively,  the  National  Railway  Serv- 
ice Corporation  could  buy  equipment  in  quantity  and  lease  such 
equipment  to  carriers  indefinitely  on  basis  of  4%  per  cent  return 
on  original  cost  of  equipment  plus  depreciation,  the  carrier,  of 
course,  making  the  repairs.  With  such  central  ownership,  bene- 
fits of  a  standardization  of  cars  and  of  use  of  cars  where  needed 
to  meet  seasonal  requirements,  etc.,  could  be  largely  realized. 

"I  think  it  important  that  provision  be  made,  substantially 
as  in  title  II  of  the  proposed  bill,  for  the  single  registration  of 
equipment  obligations  issued  through  the  corporation,  and  the 
proposed  preference  to  equipment  issues  in  the  event  of  receiver- 
ships would  undoubtedly  be  an  aid  to  the  obtaining  of  capital 
for  equipment  purposes." 

Relative  to  the  bill  providing  for  the  promotion  of  further 
economies  and  efficiency  in  railroad  operation,  Mr.  Colston  said 
in  his  opinion  the  creation  of  formal  organizations  on  the  part 
of  the  railways  and  men  of  financial  experience  as  proposed  by 
the  Warfield  organization  would  be  of  great  benefit  in  furthering 
economies  and  efficiency,  particularly  in  the  matters  of  standard- 
ization of  equipment,  common  use  of  terminals  and  universal 
interline  billing.  He  said  it  was  his  belief  that  the  greatest  dif- 
ficulty in  the  way  of  accomplishing  those  results  in  the  past  has 
been  through  the  lack  of  power  or  failure  to  exercise  power  to 
make  mandatory  the  conclusions  of  those  who  have  studied  the 
several  subjects.  He  said  the  proposed  bill  should  confer  on 
the  Commission  the  power  to  act  upon  recommendations  made 
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by  the  proposed  service  board  or  of  any  of  the  group  boards,  be- 
cause if  the  recommendations  could  not  be  made  madatory  the 
act  would  be  of  no  effect. 

Director  Colston  said  he  wished  it  understood  he  had  pre- 
pared his  statement  hastily  and  that  it  represented  his  personal 
views  and  not  in  any  way  those  of  the  Commission. 

Would  Lend  Money  to  Railroads 

Hugh  A.  Holmes  of  New  York,  chairman  of  the  American 
Manufacturers'  Association,  a  corporation  organized  to  assist 
in  financing  manufacturers  and  railroads,  said  the  association 
was  prepared  to  advance  $100,000,000  a  month  to  the  railroads  for 
twelve  month,  provided  the  government  issued  therefor  5% 
per  cent  tax  free  treasury  notes  and  the  railroads  put  the  money 
on  improvements  to  roadbed  and  equipment.  His  plan,  as  ex- 
plained by  him,  involves  the  issuance  of  the  treasury  notes  by 
the  government  to  raise  the  money  due  the  roads  from  the  gov- 
ernment. 

Senator  Cummins  said  the  plan  might  become  interesting 
later,  but  that  the  question  of  the  carriers'  indebtedness  to  the 
government  was  involved  and  that  nothing  would  be  done  until 
the  President  had  acted  with  respect  to  the  funding  of  that 
indebtedness. 

Mr.  Holmes  said  his  association  would  organize  a  syndicate 
to  dispose  of  the  treasury  notes.  He  said  the  government  owed 
the  roads  at  least  $700,000,000  and  that  the  amount  would  be  over 
a  billion  before  final  settlement  were  made  and  that  therefore 
he  had  fixed  the  amount  to  be  furnished  the  railroads  through 
the  government  at  $1,200,000,000.  He  contended  that  if  the 
government  had  paid  the  roads  in  1920  what  was  due  them  and 
that  if  efficient  and  economical  methods  of  operation  had  been 
made  effective,  no  increase  in  rates  would  have  been  necessary 
last  year.  He  held  the  belief  also  that  the  high  rates  had  been 
the  chief  cause  of  the  business  depression  and  advocated  the 
issuance  of  interchangeable  mileage  books  at  2%  cents  a  mile. 

Walter  L.   Fisher  a  Witness 

Walter  L.  Fisher  of  Chicago,  former  Secretary  of  the  In- 
terior, and  counsel  for  the  Chicago  Railway  Terminal  Commis- 
sion, was  called  as  a  witness  by  Mr.  Warfield.  He  said  the 
fundamental  difficulty  in  the  whole  railroad  situation  was  the 
failure  to  keep  in  mind  that  the  railroads  were  performing  a  func- 
tion of  government  He  said  he  was  not  an  advocate  of  immedi- 
ate government  ownership  and  that  he  would  be  reluctant  to  set 
a  date  therefor,  but  that  it  must  be  kept  in  mind  that  the  rail- 
roads were  performing  a  government  function,  although  the  rail- 
way executives  were  constantly  disposed  to  ignore  that  fact. 

He  declared,  further,  that  the  fundamental  need  of  the  situa- 
tion was  the  co-ordination  of  railroad  facilities,  particularly  as  to 
railroad  terminals.  He  said  a  study  made  of  the  Chicago  ter- 
minals had  disclosed  that  the  team  tracks  were  used  only  to  30 
per  cent  of  their  capacity,  which,  he  said,  meant  enormous 
duplication  of  facilities.  He  said  the  studies  of  the  Chicago 
terminal  commission  had  showed  that  millions  could  be  saved  by 
unification  of  terminals. 

Competition  in  rates  has  disappeared  and  competition  in  serv- 
ice also  has  largely  disappeared,  he  said.  The  difficulty  In 
freight  handling,  he  said,  was  the  insistence  on  competition.  He 
said  solicitors  of  traffic  would  not  know  what  to  talk  about  in 
seeking  business  unless  they  could  say  that  their  terminal  serv- 
ice was  better  than  that  of  their  competitors.  He  said  railroads 
objected  to  letting  a  competitor  use  their  terminals  because  of 
the  fact  that  they  would  then  be  deprived  of  the  argument  that 
they  could  give  better  service.  He  said  that  was  not  in  the  public 
interest,  and  that  under  government  operation  it  would  be  done 
away  with.  He  expressed  the  thought  that  the  operation  of  the 
railroads  should  always  be  approached  from  the  viewpoint  that 
they  were  performing  a  government  function  and  consideration 
given  as  to  how  they  would  be  operated  directly  by  the  gov- 
ernment. 

Those  who  are  holding  on  to  the  competitive  theory  in 
railroading  are  doing  more  than  anyone  else  to  bring  about 
"premature  government  ownership,"  he  declared.  He  said  the 
grouping,  co-ordination  and  consolidation  of  the  railroads  must 
be  compelled.  He  did  not  believe  anyone  considered  seriously 
the  consolidation  provisions  of  the  transportation  act  because 
they  were  permissive. 

Inquiry   Postponed 

Senator  Cummins  announced  July  1  a  suspension  of  the  in- 
quiry until  the  middle  or  latter  part  of  August.  Lack  of  interest 
in  the  investigation  by  committee  members  was  the  principal  rea- 
son for  the  action.  In  the  last  few  weeks  Senator  Cummins  has 
been  the  only  member  of  the  committee  to  be  present  at  all  ses- 
sions and  frequently  he  was  the  only  senator  present. 

PEARL    RIVER   VALLEY    NOTES 

The  Pearl  River  Valley  Railroad  Company,  in  finance  docket 
No.  1482,  has  asked  permission,  under  section  20a,  to  extend  the 
maturity  date  of  unsecured  promissory  notes  for  $150,000,  by  re- 
issue thereof.  The  notes  to  be  re-issued  were  put  out  to  cover 
the  cost  of  revising  the  line  of  its  railroad  in  Pearl  River  County, 
Mississippi.  The  extension  is  to  be  for  one  year  for  each  of 
the  notes. 


PRESIDENT  SEES  EXECUTIVES 

The  Traffic  World  Washington  Bureau 

A  group  of  railway  executives  composed  of  Hale  Holden, 
Howard  Elliott,  Daniel  Willard,  Samuel  Rea,  R.  S.  Lovett,  S.  T. 
Bledsoe,  E.  N.  Brown  and  A.  P.  Thorn,  counsel,  and  T.  DeWitt 
Cuyler,  chairman  of  the  Association  of  Railway  Executives,  went 
to  the  White  House  June  29,  at  the  President's  request,  to  dis- 
cuss the  funding  of  the  railroads'  indebtedness  to  the  govern- 
ment and  the  settlement  of  claims  against  the  government.  The 
President  wished  to  get  the  views  of  the  executives,  it  was  said, 
on  questions  to  which  consideration  had  been  given  last  week. 
The  Association  of  Railway  Executives  was  to  meet  in  New  York 
Friday,  when  action  probably  was  expected  to  be  taken  on  the 
claims  and  funding  questions.  The  meeeing  with  the  President 
was  regarded  as  another  step  toward  expediting  settlements 
with  the  railroads.  The  executives  conferred  with  Secretary 
Hoover  earlier  in  the  day. 

Told  by  leading  bankers  of  the  middle  West,  South  and 
West  that  prompt  payment  by  the  government  of  the  amounts 
due  the  railroads  for  the  use  of  their  properties  during  federal 
control  and  under  the  six  months'  guaranty  provided  in  the 
transportation  act  would  do  more  than  any  other  one  thing  to 
revive  business  generally,  President  Harding  the  afternoon  of 
June  24  called  into  conference  with  him  Chairman  Clark  of  the 
Commission;  Director-General  Davis;  Secretary  Hoover,  of  the 
Department  of  Commerce,  and  Secretary  Mellon,  of  the  Treasury 
Department,  to  discuss  means  for  speeding  up  settlements  with 
the  railroads. 

The  financial  condition  of  the  railroads  and  their  inability 
to  pay  for  materials  and  supplies  was  discussed  at  length  at  a 
dinner  given  by  the  President  to  the  western  bankers  the 
evening  of  June  23.  Strong  representations  were  made  by  the 
bankers  that  there  could  be  no  general  resumption  of  business 
and  industrial  activity  until  the  railroads  were  able  to  buy 
actively  and  pay  for  their  purchases. 

President  Harding  wishes  to  do  everything  possible  to  en- 
able the  railroads  to  function  normally.  He  has  been  informed 
that,  however,  until  a  basis  for  determining  the  allowances  to  be 
made  for  maintenance  during  federal  control  and  during  the 
guaranty  period  has  been  fixed,  settlements  with  the  railroads 
will  be  deferred. 

The  railroads— those  that  have  not  settled  with  the  govern- 
ment— are  contending  that  allowance  should  be  made  for  the 
inefficiency  of  labor  in  the  federal  control  and  guaranty  periods. 
The  Railroad  Administration  takes  the  position  that  if  it  spent 
as  many  dollars  as  were  spent  in  the  test  period,  plus  an  amount 
to  represent  the  increase  in  wages  and  in  prices  of  materials, 
its  obligation  to  the  railroads  was  fulfilled.  It  has  declined  to 
consider  the  element  of  inefficiency  of  labor. 

The  same  question  is  in  issue  before  the  Commission  as  to 
the  guaranty  period.  It  is  understood  that  the  members  of  the 
Commission  differ  on  the  question  and  that  that  is  the  reason 
why  a  ruling  has  not  been  made. 

Officials  of  the  Railroad  Administration  say  that  if  the  rail- 
roads' contention  were  agreed  to,  the  additional  cost  to  the 
government  for  the  period  of  federal  control  would  be  about 
$800,000,000,  and  for  the  guaranty  period  approximately  $300,- 
000,000. 

President  Harding  is  anxious  to  bring  about  a  fair  settle- 
ment of  the  claims  of  the  railroads.  It  is  the  view  at  the  White 
House  that  if  the  railway  executives  would  come  to  Washington 
and  get  together  with  the  Railroad  Administration  a  basis  could 
be  agreed  on  for  the  payment  of  the  claims.  It  is  also  the  view 
of  the  Administration  that  the  claims  of  some  of  the  railroads 
are  excessive.  Apparently,  the  desire  of  President  Harding  is 
that  the  railroads  get  their  claims  down  to  a  basis  which  may  be 
regarded  as  reasonably  fair  to  them  and  to  the  government, 
is  probable  that  conferences  to  that  end  will  be  held  in  the  near 
future.  A  considerable  number  of  executives  were  in  Washing- 
ton, June  24,  discussing  matters  relating  to  the  settlement  of 
claims  for  the  guaranty  period. 

President  Harding  has  under  consideration  the  proposal  to 
fund  the  carriers'  indebtedness  to  the  government  for  capital 
expenditures  made  during  federal  control.  That  indebtedness 
amounts  to  about  $800,000,000  and  to  fund  all  of  it  would  re- 
quire an  appropriation  by  Congress  of  an  equal  amount  of  money, 
Railroad  Administration  officials  say.  While  the  trend  of  thought 
on  that  subject  does  not  appear  to  be  toward  a  funding  of  the 
entire  $800,000,000,  serious  consideration  is  being  given  to  the 
question  of  funding  approximately  one-half  of  it.  That  would 
mean  that  Congress  would  not  have  to  be  asked  for  as  large  an 
appropriation  as  if  the  whole  amount  were  funded. 

It  is  pointed  out  that  if  such  a  decision  were  reached,  and 
that  if  the  dispute  over  the  maintenance  question  could  be  set- 
tled, substantial  payments  could  be  made  to  the  railroads.  If 
the  railroads  show  an  inclination  to  scale  down  their  claims 
somewhat,  it  is  not  improbable  that  the  President  would  ask 
Congress  for  an  appropriation  to  make  possible  the  funding  of 
part  of  the  roads'  indebtedness  to  the  government. 

Because  of  lack  of  funds  the  railroads  have  been  and  are 
deferring  maintenance  of  way  and  structures  and  of  equipment. 
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The  large  number  of  bad  order  cars — approximately  14  per  cent, 
whereas  under  normal  conditions  there  should  not  be  more  than 
5  or  6  per  cent  of  bad  order  cars — Indicates  deferred  main- 
tenance on  equipment.  This  situation  was  brought  to  the  atten- 
tion of  the  President  and  he  has  expressed  grave  concern  as  to 
i  in'  ability  of  the  roads  to  handle  the  crops  this  season. 

Tiieiv  is  no  indication  that  the  Railroad  Administration  will 
recede  from  Its  position  on  the  method  for  determining  the 
maintenance  question  and  it  may  be  said  that  it  has  considerable 
support  among  the  members  of  the  Commission,  if  not  a  ma- 
jority of  them.  The  fact  that  a  numbor  of  railroads  have  settled 
with  the  Railroad  Administration  on  its  theory  is  pointed  to  in 
support  of  its  position. 

Officials  of  the  Railroad  Administration  point  out  that  delay 
in  settlements  also  has  been  caused  by  the  fact  that  the  railroads 
did  not  file  their  claims  in  considerable  numbers  until  recently. 
These  claims  must  be  checked.  Officials  said  approximately 
$60,000,000  alone  has  been  saved  to  the  government  due  to  dis- 
covery that  certain  items  of  expense  were  improperly  charged 
against  the  government.  The  situation  has  reached  the  point, 
however,  where  final  settlements  may  be  made  with  reasonable 
promptness  if  the  question  as  to  maintenance  allowances  is  dis- 
posed of. 

JOHNSON  APPEALS  TO  PRESIDENT 

The  Traffic  World  Washington  Bureau 

Appropriations  by  Congress  to  expedite  settlements  by  the 
government  with  the  railroads  were  urged  by  Alba  B.  Johnson 
of  Philadelphia,  president  of  the  Railway  Business  Association, 
in  a  statement  submitted  to  President  Harding  June  27.  Mr. 
Johnson,  who'  was  speaking  in  behalf  of  the  association,  also 
deprecated  the  practice  of  users  of  transportation  making  de- 
mands on  executive  and  legislative  officers  of  the  federal  gov- 
ernment for  reductions  in  ratei. 

"The  Railway  Business  Association  invites  your  considera- 
tion of  two  important  aspects  of  the  railway  problem,"  said  Mr. 
Johnson  to  President  Harding. 

"We  refer  first  to  the  industrial  unemployment.  This  is 
aggravated  and  protracted  by  inability  of  the  railroads  to  pay 
the  bills  of  railway  supply  manufacturers  or  to  order  neces- 
saries. Without  entering  into  the  causes  therefor,  depletion  of 
railway  treasuries  is  due  to  delay  in  reaching  an  adjustment 
of  railway  accounts  with  the  government.  Railroad  orders  be- 
ing held  to  the  minimum,  many  plants  are  on  part  time  or  closed 
down,  throwing  their  forces  out  of  work,  while  local  banks  carry 
manufacturers  with  credit  which  would  ordinarily  be  available 
to  other  borrowers.  Measures  for  relief  are  reported  by  the 
press  to  be  under  official  consideration.  We  earnestly  urge  that 
proposed  appropriations  by  Congress  to  expedite  adjustments 
shall  be  viewed  as  the  fulfillment  of  a  government  obligation. 
For  every  sum  properly  appropriated  to  stabilize  the  roads  and 
cognate  business  the  people  of  the  country  will  realize  very 
much  more  in  prosperity  and  the  government  treasury  in  taxes. 
Meantime  the  railroads  will  be  preparing  to  handle  the  increased 
volume  of  traffic  which  must  be  expected  in  due  course. 

"Second,  we  refer  to  the  practice,  increasingly  prevalent 
among  users  of  transportation  during  the  present  business  de- 
pression, of  carrying  their  proposals  for  railway  rate  changes 
to  executive  and  legislative  officers  of  the  federal  government 
and  to  the  public  and  press,  instead  of,  as  heretofore,  to  the 
carriers  and  on  appeal  from  them  when  necessary  to  the  Inter- 
state Commerce  Commission. 

"Rehabilitation  of  our  railways  and  subsequently  their 
maintenance  and  operation  will  depend  upon  the  foresight  and, 
business  judgment  which  are  applied  to  the  regulation  of  rates. 
The  problem  must  be  dealt  with  as  a  whole  in  accordance  with 
a  comprehensive  program  steadily  pursued.  Such  a  program 
can  be  carried  forward  in  no  other  way  except  through  concen- 
tration of  responsibility.  The  Interstate  Commerce  Commission 
is  the  body  to  which  Congress  has  delegated  the  task.  The 
Commission  can  serve  the  whole  country  in  the  long  run  suc- 
cessfully only  if  it  retains  the  prestige  and  esteem  to  which 
its  quasi-judicial  character  entitles  it.  The  survival  of  privately 
owned  and  operated  railways  requires  general  abstinence  from 
agitation  and  political  pressure  in  connection  with  any  matter 
over  which  the  Commission  has  jurisdiction. 

"We  earnestly  deprecate  appeals  by  shippers  and  travelers 
to  the  President,  his  advisers  and  to  members  of  Congress  for 
relief  which  under  the  statute  is  to  be  sought  from  a  quasi- 
judicial  administrative  tribunal. 

"In  our  judgment  this  practice,  if  continued,  will  harm  every 
interest.  It  will  bring  misfortune  upon  the  political  officers 
whose  intervention  is  enlisted,  because  they  are  rarely  either 
chosen  or  trained  for  the  regulation  of  railway  rates  and  are 
not  occupied  in  its  daily  study;  yet  if  they  intervene  and  the 
public  believes  such  intervention  to  have  been  influential,  they 
will,  in  case  of  bad  results,  be  held  to  a  responsibility  which 
is  no  part  of  their  official  duty.  It  will  break  down  the  regard 
in  which  the  Interstate  Commerce  Commission  is  held  and  de- 
prive the  country  of  a  trusted  and  indispensable  agency  which 


has  required  thirty  years  to  develop.  Upon  users  of  the  rail- 
ways, consumers  of  things  transported — In  other  words,  the 
whole  public— It  will  Inflict,  calamity,  since  it  will  make  difficult 
and  embarrassing  to  the  Commission  the  task  which  Congress 
has  delegated  to  It  and  to  nobody  else,  that  of  planning  com- 
prehensively and  forcniglitediy  the  financial  rehabilitation  of 
these  carriers  through  a  Htable  rate  policy  designed  to  yield  In 
the  average  year  adequate  net  Income  and  hence  the  ability  to 
furnish  satisfactory  facilities  and  service. 

"The  Railway  Business  Association  is,  as  you  well  know, 
composed  of  manufacturers  engaged  in  supplying  the  railways 
with  their  necessaries.  Comprising  a  group  of  Industries  which 
in  good  times  employ  as  men  men  and  probably  as  much  capital 
as  the  railways  themselves,  our  members,  on  behalf  of  their 
employes,  managers  and  stockholders,  are  deeply  concerned  In 
the  increase  and  stability  of  railway  purchasing  power  which 
would  stimulate  not  only  our  own  industries,  but  all  Industry 
and  general  business  in  the  interest  of  the  whole  public.  We 
believe  the  transportation  act  of  1920  makes  it  possible  to  put 
the  roads  on  a  firm  foundation.  We  equally  believe  this  pur- 
pose can  be  frustrated  if  through  any  mischance  the  admin- 
istration of  the  act  shall  be  deprived  of  its  quasi-Judicial  char- 
acter and  subjected  to  the  pressure  of  groups  through  political 
agencies. 

"During  many  years  before  federal  control  the  Interstate 
Commerce  Commission  was  regarded  as  judicial  or  semi-judicial. 
Its  dockets  were  considered  litigation.  Testimony  and  argument 
were  conducted  as  in  a  court.  Its  decisions  became  precedents. 
Publicity  or  other  campaigns  of  agitation  were  deemed  improper, 
and  intervention  by  political  personages  not  to  be  thought  of. 

"Federal  control  absorbed  into  the  political  executive  this 
rate-making  function,  which  had  previously  been  quasi-judicial. 
Citizens  acquired  the  habit  of  employing  the  same  approaches 
in  the  matter  of  railway  rates  and  practices  to  which  they  were 
accustomed  in  matters  normally  within  the  executive  or  legis- 
lative scope.  Upon  the  relinquishment  of  the  roads  and  the 
resumption  of  the  regulation,  the  Commission  found  that  prin- 
ciples which  had  required  years  to  establish  and  which  had  been 
regarded  and  treated  as  settled  and  applicable  without  argument 
had  been  overturned  and  the  whole  process  had  to  be  started 
anew.  At  the  same  time  shippers  continued  the  war-time  habit 
of  political  pressure. 

"From  the  complaints  of  shippers  discussed  in  that  way  a 
large  part  of  the  public  has  obtained  the  impression  that  the 
regular  mechanism  of  negotiation  with  carriers  or  their  com- 
mittees and  of  appeal  to  the  Commission  has  broken  down. 
Press  dispatches  purporting  to  be  based  upon  the  official  view 
express  satisfaction  with  the  progress  already  made  by  the  Com- 
mission in  the  amelioration  of  hardships  arising  out  of  the  hori- 
zontal advances  of  1920,  but  the  same  articles  proceed  to  char- 
acterize such  adjustment  as  a  problem  confronting  the  admin- 
istration. It  seems  inevitable  that  such  interpretations  will 
confirm  the  idea  that  rates  are  to  be  made  in  the  light  of  popu- 
lar opinion  instead  of  in  the  light  of  expert  and  legally  respon- 
sible opinion,  and  further  encourage  shippers  of  commodities 
to  make  their  case  with  executive  and  legislative  officials  and 
in  the  newspapers  instead  of  with  the  Commission. 

"The  Railway  Business  Association  from  the  beginning  of 
large-scale  rate  advance  cases  in  1910  to  date  has  refrained  from 
suggesting  rate  schedules  to  the  Commission.  Our  steadfast 
attitude  was  that  of  urging  the  public  and  business  organizations 
to  make  clear  beforehand  their  acquiescence  in  whatever  judg- 
ment the  Commission  might  reach.  On  March  31,  1921,  in  annual 
meeting,  our  association  adopted  the  following  resolution: 

The  Interstate  Commerce  Commission  on  March  1,  1922,  under 
the  statute,  acquires  authority  to  fix  from  time  to  time  the  rate  of 
return  upon  railway  property  which  transportation  rates  are  to  be 
designed  to  yield.  It.  therefore,  becomes  the  duty  of  the  Commission 
to  define  the  purposes  fos  which  new  capital  is  desirable.  The  United 
States  needs  a  transportation  program  that  looks  further  ahead  than 
a  few  months,  and  a  financial  program  upon  which  to  base  the  re- 
building program.  The  Interstate  Commerce  Commission,  entering 
upon  a  far-reaching  experiment  with  a  given  level  of  rates  to  see 
whether  it  will  bring  to  the  roads  the  income,  the  capital  and  the 
improvements  which  the  country  requires,  those  who  are  tempted  to 
agitate  for  rate  reductions  each  on  his  own  commodity  should  bear 
in  mind  that  if  everybody  was  accorded  the  reduction  he  would  like, 
railway  facilities  would  be  inevitably  diminished  below  the  require- 
ments of  our  nation's  commerce.  A  broad  policy  requires  the  fullest 
support  of  all  our  citizens. 

"The  National  Association  of  Manufacturers  on  May  18  in 
annual  convention  adopted  a  resolution,  which  declared : 

It  is  prudent  for  shippers  to  desist  from  agitation  for  a  general 
reduction  of  rates,  and  instead  for  each  shipper  or  association  of 
shippers  who  feel  that  they  have  a  grievance  to  endeavor  to  compose 
the  matter  with  the  carrier  Involved,  and  failing  that,  to  take  the  case 
in  the  orderly  way  to  the  Interstate  Commerce  Commission. 

"The  National  Industrial  Traffic  League  on  May  25,  in  gen- 
eral meeting,  adopted  a  resolution  which  cites  that  'there  ap- 
pears to  be  a  disposition  on  the  part  of  some  shippers  and  some 
organizations  to  bring  pressure  to  bear  upon  the  Commission, 
through  political  channels,  to  influence  its  actions  with  respect 
to  certain  of  these  adjustments;'  hence  the  League  'respectfully 
submits  to  its  membership  and  to  the  shippers  of  the  country 
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generally,  the  wisdom  of  proceeding  in  all  these  matters  in  an 
orderly  manner,  as  provided  in  the  act  to  regulate  commerce,' 
and  reaffirms  'confidence  in  the  Interstate  Commerce  Commis- 
sion to  act  in  this  grave  situation  for  the  good  of  all  interests 
and  urges  that  the  Interstate  Commerce  Commission  be  left 
free  to  exercise  its  judgment  in  making  such  readjustments  of 
the  rate  structure  as  necessity  and  conditions  warrant.' 

"Certainty  that  the  Interstate  Commerce  Commission  will 
retain  its  freedom  of  judgment  with  respect  to  proposed  rate 
adjustments  will  substantially  strengthen  the  tendency  toward 
business  resumption.  Traffic  is  increasing.  Weekly  car  load- 
ings show  a  steady  and  wholesome  gain.  Loadings  on  January 
1  had  fallen  more  than  40  per  cent  below  the  October  peak. 
As  of  the  middle  of  June  they  have  risen  to  within  about  22 
per  cent  of  the  high  point  last  fall.  If  shippers  could  feel  sure 
that  the  rate  policy  which  is  to  prevail  is  the  policy  known  to 
be  that  of  the  Commission,  such  certainty  would  invigorate  and 
hasten  general  recovery. 

"Not  the  least  item,  but  perhaps  the  greatest,  is  purchases 
by  the  railways  themselves.  July  1  will  bring  important  new 
factors  of  encouragement.  Labor  cost  will  be  reduced  in  sev- 
eral directions.  Increased  traffic  should  bring  enlargement  of 
earnings.  Convincing  signs  that  shippers  and  the  general  public 
are  disposed  to  acquiesce  in  the  rate  program  which  the  Com- 
mission deems  essential  will  put  courage  and  vigor  into  railway 
purchasing.  This  will  do  more  than  any  other  one  thing  could 
to  restore  general  business  activity." 


MONEY  DUE  THE  RAILROADS 

Julius  H.  Parmelee,  director  of  the  Bureau  of  Railway  Eco- 
nomics, in  a  letter  to  L.  P.  Loree,  president  of  the  Delaware  & 
Hudson  Co.,  fixes  the  net  amount  due  the  railroads  from  the  gov- 
ernment at  approximately  $600,000,000.  This  includes  an  estimate 
of  $383,000,000  for  the  period  of  federal  control  and  a  balance 
of  approximately  $229,000,000  still  to  be  paid  for  the  guaranty 
period.  These  figures,  however,  do  not  represent  what  the  gov- 
ernment may  have  to  pay  the  railroads  in  the  event  their  posi- 
tion on  the  question  of  maintenance  should  be  sustained  or  a 
compromise  on  that  question  effected.  Mr.  Parmelee's  letter  to 
Mr.  Loree  follows: 

In  further  response  to  your  request  of  May  26  regarding  the 
amount  owed  the  railways  by  the  Federal  Government,  I  am  en- 
closing- a  leter  from  the  Director-General  of  Railroads  to  the 
chairman.  Committee  on  Appropriations,  House  of  Representatives, 
transmitting  a  statement  (as  of  May  1,  1921)  of  the  condition  of 
the  United  States  Railroad  Administration  in  the  matter  of  liqui- 
dating questions  in  dispute  arising  out  of  or  incident  to  Federal 
control. 

On  page  7  of  this  statement  the  Director-General  estimates 
that  the  total  claims  of  the  railways  against  the  Railroad  Ad- 
ministration will  aggregate  a  little  more  than  $1,250,000,000.  On 
the  following  page  he  states  that  the  forty-four  creditor  roads 
whose  accounts  with  the  Railroad  Administration  have  already 
been  settled  were  allowed  in  final  settlement  43. G8  per  cent  of 
the  amount  claimed. 

Three  debtor  roads,  having  claims  amounting-  to  $27,000,000, 
"were  disposed  of  by  funding  on  account  of  additions  and  better- 
ments to  the  amount  of  $6,800,000.  That  is,  final  settlement  has 
been  made  with  forty-seven  roads.  The  total  claims  of  these 
roads  amounted  to  $124,040,867,  of  which  $35,486,914,  or  28.61  per 
cent,  was  allowed  by  the  Railroad  Administration.  Applying  this 
percentage  to  the  total  estimated  amount  of  the  claims  against 
the  Railroad  Administration  ($1,250,000,000)  it  would  appear  that 
the  Railroad  Administration  will  owe  the  railroads,  above  and 
beyond  offsets,  approximately  $358,000,000. 

In  addition  to  this  $358,000,000  there  is  also  owed  an  approxi- 
mate amount  of  $25,000,000  to  the  short  line  railroads.  This  makes 
a  total  net  debt  of  the  Railroad  Administration  to  the  railways 
of  approximately  $383,000,000. 

"With  reference  to  the  guaranty  period  ;he  standard  return  of 
the  roads  accepting  the  guarantee  amounted  to  approximately 
$431,000,000.  The  net  railway  operating  income  of  these  roads  for 
this  period  "was  a  deficit  of  $201,000,000,  so  4here  is  due  from  the 
government  approximately  $632,000,000.  Of  this  amount  $403,000,- 
000  has  been  paid  by  the  treasury  up  to  May  'A,  leaving  a  balance 
due  the  railways  of  $229,000,000. 

Thus,  it  appears  that  the  net  amounts  due  the  railways 
from  the  government  are: 

For  the  period  of  Federal  control $383,000,000 

For   the  guaranty   period 229,000,000 


$612,000,000 

It  is  impossible  to  obtain  exact  and  definite  information  as  to 
the  actual  financial  status  of  the  rail-ways  and  the  government 
as  the  Railroad  Administration  and  the  Interstate  Commerce  Com- 
mission have  to  this  date  definitely  settled  only  a  relatively  small 
portion  of  the  amounts  claimed  by  both  the  railway  and  the 
government.  The  foregoing  figures,  although  the  most  compre- 
hensive and  accurate  that  could  be  obtained,  can  be  considered 
at  best  but  rough  approximations  of  the  evisting  situation. 
There  are,  in  all  probability,  additional  items  on  both  sides  which 
the  above  estimate  does  not  take  into  consideration  and  on  this 
basis  it  seems  logical  to  conclude  that  the  net  amount  due  the 
railways  from  the  government  is  somewhere  between  .$575,000,000 
and  $600,000,000. 


500  to  the  receiver  of  the  Denver  &  Rio  Grande  under  a  partial 
payment  certificate  issued  by  the  Commission. 

The  Treasury  Department  has  made  the  following  additional 
partial  payments:  New  York,  Susquehanna  &  Western,  $205,000; 
St.  Louis-San  Francisco,  $30,000;  Ocilla  Southern,  $15,000. 

The  Commission  has  issued  a  partial  payment  certificate 
for  $937,500  to  the  receiver  of  the  Denver  &  Rio  Grande  Railroad 
Company.  A  partial  payment  certificate  under  section  204  (re- 
imbursement of  deficit)  has  been  issued  to  the  Pickens  Railroad 
Company,  the  Commission  finding  that  $11,000  is  due  the  carrier 
in  part  and  that  the  carrier  owes  the  government  $6,679.01,  on 
account  of  traffic  balances  and  other  indebtedness. 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts: 

Galveston   Wharf  Company $   85,000.00 

The   Duluth   Union   Depot   &  Transfer  Co 21,000.00 

St.   Joseph  Belt  Railway  Company fl5.000.00 

Chicago  River  &   Indiana  Railroad  Co 45,000.00 

Chicago    Junction    Railway    Company 380,000.00 

Hudson   &    Manhattan   Railroad    Co 750,000.00 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 

The  Commission  has  issued  partial  payment  certificates  to 
the  St.  Johnsbury  &  Lake  Champlain  for  $70,000;  to  the  Pern- 
wood,  Columbia  &  Gulf  for  $18,000;  and  the  Winston-Salem  South- 
bound for  $10,000. 


PAYMENTS  TO  CARRIERS 

The  Commission,  June  28,  announced  it  had  issued  the  fol- 
lowing additional  partial  payment  certificates:  Panhandle  & 
Santa  Fe,  $550,000;  Grand  Canyon,  $9,500;  Chicago,  Peoria  & 
St.  Louis,  $110,000:  Rio  Grande,  El  Paso  &  Santa  Fe,  $40,000. 

The  Treasury  Department  has  announced  payment  of  $937,- 


RAILWAY  REVENUE  FALLS  SHORT 

The  Traffic  World  Washington  Bureau 

In  the  eight  months  ended  April  30,  1921,  the  class  I  railroads 
had  a  net  railway  operating  income  of  $279,056,323,  or  $414,205,- 
677  short  of  $693,262,000,  the  net  they  should  have  earned  to 
make  6  per  cent  on  the  valuation  of  $18,900,000,000  fixed  by  the 
Commission,  according  to  a  statement  issued  by  the  Bureau  of 
Railway  Economics.  The  per  cent  of  return  on  an  annual  basis 
was  2.4. 

In  the  eastern  district  the  net  was  $114,415,802,  or  $195,- 
643,198  short  of  $310,059,000,  the  amount  representing  a  return 
of  6  per  cent.  The  per  cent  of  return  on  an  annual  basis  was  2.2. 

In  the  southern  district  the  net  was  $21,982,390,  or  $57,723,- 
610  short  of  $79,706,000,  the  amount  representing  a  return  of 
6  per  cent.  The  per  cent  of  return  on  an  annual  basis  was  1.7. 

In  the  western  district  the  net  was  $142,658,131,  or  $160,- 
838,869  short  of  $303,497,000,  the  amount  representing  a  return 
of  6  per  cent.  The  per  cent  of  return  on  an  annual  basis  was  2.8. 

A  preliminary  report  of  revenues  and  expenditures  for  May, 
prepared  by  the  Bureau  of  Railway  Economics,  shows  a  decrease 
in  the  operating  revenue  for  the  country  as  a  whole  from  $322,- 
598,000  in  May,  1920,  to  $318,760,000  in  May,  1921;  a  decrease 
in  the  operating  expenses  from  $312,582,000  to  $268,153,000,  and 
an  increase  in  the  net  railway  operating  income  from  a  deficit 
of  $6,512,000  in  May,  1920,  to  an  income  of  $31,290,000.  The  re- 
port covers  119  class  I  railroads  with  a  mileage  of  150,628. 

In  the  eastern  district  the  operating  revenue  increased  from 
$164,973,000  to  $169,179,000;  expenses  fell  from  $169,555,000  to 
$142,254,000;  and  income  increased  from  a  deficit  of  $12,810,000 
to  a  positive  of  $17,223,000.  That  report  covers  57  class  I  roads 
with  a  mileage  of  45,805. 

In  the  southern  district  the  operating  revenue  decreased  from 
$55,213,000  to  $54,766,000;  expenses  decreased  from  $49,198,000 
to  $46,190,000  and  the  net  went  up  from  $3,976,000  to  $5,424,000. 
The  report  covers  22  class  I  railroads  with  a  mileage  of  31,439. 

In  the  western  district  the  operating  revenue  declined  from 
$322,598,000  to  $318,760,000;  expenses  fell  from  $93,829,000  to 
$79,709,000;  and  net  went  up  from  $2,322,000  to  $8,643,000.  The 
report  covers  40  class  I  railroads  with  a  mileage  of  73,385. 

Completed  and  summarized  reports  to  the  Commission  an- 
alyzed by  the  Association  of  Railway  Executives,  show  that  in 
April,  91  of  201  class  I  railroads  had  an  operating  deficit.  While 
that  was  an  improvement  over  January,  when  108  failed  to  make 
their  expenses,  and  February,  when  the  number  was  105,  it  was 
two  more  than  had  deficits  in  March.  The  Pocahontas  Region 
was  the  only  one  in  which  in  April  there  was  no  class  1  road 
having  a  deficit.  There  were  8  in  New  England,  18  in  the  Great 
Lakes,  17  in  Ohio-Indiana-Allegheny,  12  in  the  Southern,  an  equal 
number  in  the  Northwestern,  8  in  the  Central-Western  and  16 
in  the  Southwestern  region. 

The  analysis  by  the  railway  executives  of  operating  rev- 
enues and  expenses  for  the  first  four  months  of  the  current  year 
shows  that  their  annual  rate  of  return  on  the  basis  of  the  first 
four  months  would  be  only  1.1  per  cent.  They  fell  short  in 
those  four  months  $232,793,507  of  receiving  the  amount  that 
would  be  necessary  to  assure  them  the  return  contemplated  by 
the  transportation  act. 


You  can  get  the  day's  important  traffic  news  every 
working  day  in  the  year  through  THE  DAILY 
TRAFFIC  WORLD. 
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TRANSCONTINENTAL  RATE  CONFER- 
ENCE 

Representatives  of  the  carriers  In  Official  Classification  ter- 
ritory met  with  the  standing  rate  committee  of  the  Transconti- 
nental Freight  Bureau,  at  a  conference  In  Chicago  beginning 
June  28,  the  purpose  of  which  was  to  check  In  for  application 
fast  of  Chicago  a  number  of  the  reductions  proposed  in  rates 
from  and  to  the  Pacific  coast  ports  b>  the  western  transcon- 
tinental carriers  during  the  past  year. 

While  the  carriers  In  Official  Classification  territory  have 
concurred  with  the  western  lines  In  some  reductions,  there  were 
many  more  In  which  they  did  not  join,  the  general  supposition 
being  that  they  took  the  position  that  it  would  not  be  consistent 
\viih  their  complaints  regarding  inadequate  revenues  to  reduce 
rates  at  the  time  the  reductions  were  proposed.  The  present 
and  evident  future  growth  of  water  competition  on  shipments 
from  and  to  Pacific  ports,  both  through  the  Panama  Canal  and 
through  the  Gulf  ports,  via  the  Morgan  and  Mallory  lines,  has, 
however,  convinced  the  eastern  carriers  that  it  would  be  wiser 
for  them  to  join  in  at  least  a  number  of  the  reductions. 

Just  what  rates  will  be  checked  in  is  not  yet  known.  The 
conference  is  not  expected  to  come  to  a  close  before  the  end  of 
the  week.  It  is  understood,  however,  that  the  carriers  will  join 
in  making  fourth  section  application  to  the  Commission  cover- 
ing such  westbound  rates  as  may  be  checked  in,  also  that  the 
final  divisions  of  the  rates  will  not  be  made  until  statistics  of  the 
transcontinental  lines  are  ready. 


TRANSCONTINENTAL  SUGAR  RATES 

The  Traffic  World  Washington  Bure.™ 

The  Commission  declined  to  suspend  reductions  in  transcon- 
tinental rates  on  sugar  and  they  became  effective  June  27.  The 
tariffs  which  became  effective  on-  that  day  carried  rates  from 
the  Pacific  coast  terminals  as  far  east  as  Chicago  rate  territory 
on  the  basis  of  a  rate  to  Chicago  25  cents  higher  than  the  rate 
from  New  Orleans  to  Chicago,  graded  back  to  Missouri  River, 
where  the  rate  is  one  cent  less  than  the  rate  to  Chicago. 

That  new  basis  was  fabricated  by  the  transcontinental  car- 
riers on  the  theory  that  they  were  restoring  the  relationship 
authorized  in  1914,  when  the  Commission  gave  them  fourth  sec- 
tion relief  to  enable  them  to  maintain  a  higher  rate  at  Missouri 
River  points  than  at  Chicago. 

Coincident  with  the  declination  of  the  Commission,  June  25, 
to  suspend  the  reductions,  the  Commission  gave  the  transconti- 
nental carriers  sixth  section  permission  (No.  53525)  to  make  re- 
ductions in  rates  from  points  of  origin  in  Colorado,  Idaho,  Utah, 
Kansas  and  Nebraska  that  will  enable  the  beet  sugar  factories 
in  those  states  to  reach  Chicago  and  the  intervening  markets 
on  pro  rata  rates.  Special  permission  was  necessary,  notwith- 
standing that  Countiss  had  filed  tariffs  making  reductions  from 
the  intermountain  country  on  statutory  notice  because,  when 
reductions  were  first  proposed,  they  were  to  be  for  the  benefit 
only  of  the  cane  refiners  and  beet  sugar  factories  that  could 
ship  on  the  terminal  rates. 

Shippers  from  intermediate  points,  however,  raised  such  an 
uproar  that  it  was  decided  to  extend  the  area  of  origin  applica- 
tion rather  than  undertake  to  carry  through  the  original  plan. 
By  extending  the  area  of  origin  application  the  carriers  stilled 
the  protests  of  the  shippers  from  the  intermountain  country. 
The  tariffs  extending  the  area,  however,  were  not  filed  in  time 
to  have  them  made  operative  at  the  time  the  reductions  from 
terminal  points  of  origin  became  effective,  hence  the  special  per- 
mission to  make  them  effective  on  five  days'  notice. 

These  reductions  were  allowed  to  be  made  against  vigorous 
protests  of  the  cane  refiners  on  the  Atlantic  and  Gulf  coasts. 
The  beet  sugar  producers  of  Ohio  and  Michigan,  apparently, 
were  not  interested  in  the  contention  of  the  eastern  and  south- 
ern coast  refiners  that  the  reduction  from  the  Pacific  coast  and 
intermountain  country  would  put  the  producers  and  refiners  of 
that  part  of  the  country  into  the  Chicago  market  at  an  advantage 
greater  than  ever.  They  took  no  part  in  the  hearing  before  the 
suspension  board.  So  far  as  known,  they  did  not  even  inquire 
as  to  the  matter. 

In  declining  to  suspend  the  transcontinental  reductions  the 
Commission  did  not  pass  on  the  applications  of  the  Atlantic  and 
Gulf  refiners  for  a  reopening  of  the  whole  subject,  including  the 
fourth  section  relief  granted  in  1914,  and  which,  at  the  hearing 
before  the  suspension  board,  it  was  charged,  had  been  disre- 
garded by  the  carriers,  without  any  objection  on  the  part  of  the 
Commission.  Refusal  to  suspend  does  not  close  that  phase  of 
the  subject,  although  the  inclination  will  be  to  regard  it  as  dis- 
posing of  the  subject  unless  and  until  the  objecting  eastern  and 
southern  refiners  file  a  formal  complaint  attacking  the  adjust- 
ment of  sugar  rates  in  such  a  way  as  to  force  the  Commission 
to  pass  specifically  on  the  questions  raised  by  them. 

The  reductions  allowed  the  transcontinental  carriers  in  sugar 
rates  were  not  made  on  the  theory  that  competition  through  the 
Panama  Canal  had  forced  the  transcontinental  railroads  to  make 
concessions  to  hold  traffic  to  thejr  rails.  They  were  made  on 


the  flat  proposition  that  the  far  western  refiners  have  such  a 
surplus  of  product  that  they  cannot  market  It  except  upon  the 
making  of  price  concessions  to  buyers  equal  to  the  amount  cut 
off  the  rail  rates,  averaging  about  6.5  cents  per  100  pounds.  A 
reduction  of  that  amount  will  Influence  the  sugar  market,  espe- 
cially If  there  Is  already  a  disparity  In  rates  amounting  to  three 
or  four  cents  per  100  pounds.  That  Is  to  say,  a  tenth  of  a  cent 
per  pound  difference  In  price  usually  will  determine  whether 
the  sugar  is  bought  from  refiner  A  or  refiner  B.  The  eastern 
refiners,  in  the  proceedings  before  th  suspension  board,  claimed 
that  the  Pacific  coast  refiners  had  an  advantage  greater  than 
that,  in  freight  rates  alone,  before  the  passage  of  the  emergency 
tariff  bill  which,  the  eastern  refiners  contended,  gave  the  Pacific 
coast  people  such  an  advantage  In  Chicago  that  they  could  not 
hope  to  retain  the  business  they  have  had  in  that  market. 


FRUIT  BY  WATER,  PACIFIC  TO  ATLANTIC 

The  Traffic  World  Washington  Bureau 

That  he  had  met  with  a  favorable  reception  from  the  steam- 
ship owners  in  New  York  in  relation  to  arranging  for  refriger- 
ated space  for  the  carrying  of  cargoes  of  fruit  from  the  ports 
of  Los  Angeles  and  Seattle  to  Atlantic  coast  points,  was  tha 
statement  made  June  24  by  C.  S.  Whitcomb,  president  of  the 
Pacific  Producers'  Association. 

An  investment  of  approximately  $1,500,000  for  the  equipment 
of  six  ships  with  refrigerated  space  is  contemplated.  The  real- 
ization of  these  plans  would  make  possible  a  ten-day  service  from 
the  ports  of  Los  Angeles  and  Seattle,  each  ship  having  200,000 
cubic  feet  of  refrigerated  space.  It  is  said  that  one  or  more 
ships  may  be  equipped  in  three  months  and  the  full  service  of 
six  ships  established  within  six  months.  The  main  cargoes  from 
Los  Angeles  will  be  oranges  and  lemons,  and  from  Seattle  ap- 
ples and  pears. 

Mr.  Whitcomb  will  attend  a  meeting  in  New  York  with 
Wade  Thomas,  Pacific  coast  manager,  and  other  officials  of  the 
Atlantic  Gulf  and  Pacific  Steamship  Company,  and  in  Boston 
with  Charles  G.  Ware,  Jr.,  president  of  the  North  Atlantic  & 
Western  Steamship  Company.  Conferences  with  the  American- 
Hawaiian  Steamship  Company  and  other  companies  are  being 
arranged,  it  Is  stated. 


THORNE  DECRIES  BARGAIN 

The  Traffic  World  Washington  Burea:t 

Proposals  that  shippers  on  the  Pacific  coast  refrain  from 
further  use  of  the  Panama  Canal  in  exchange  for  lower  trans- 
continental freight  rates  were  termed  an  "amazing  attempt  at 
combination  in  restraint  of  trade,"  by  Clifford  Thome,  represent- 
ing "shippers  of  the  middle  west  and  eastern  states,"  in  a  tele- 
gram to  the  offices  of  the  Pacific  coast  shippers  in  Washington, 
June  28. 

"Such  attempts  should  not  be  permitted  by  our  government," 
Thome  declared.  "My  investigation  of  the  rate  situation  shows 
rate  reductions  proposed  on  citrus  fruit  shipments  from  the 
coast  are  of  little  practical  value." 


IRON   AND  STEEL  ARTICLES,  CHICAGO  TO  CALIFORNIA 

An  agreement  was  reached  between  the  opposing  parties  at 
a  conference  held  prior  to  the  hearing  on  No.  12502,  A.  M.  Castle 
&  Co.  et  al.  vs.  C.  M.  &  St.  P.,  Director-General,  et  al.,  before 
Examiner  Seal  in  Chicago,  June  25.  Ralph  Merriam,  attorney 
for  the  complainants,  withdrew  all  of  the  complaint  except  that 
part  asking  for  reparation  on  one  car  of  iron  and  steel  bars 
and  plates  shipped  from  Chicago  to  Bakersfleld,  Cal.,  on  April 
17,  1918,  amounting  to  $356.  He  alleged  that  rz.tes  had  been 
assessed  on  this  car  under  item  2795  of  Transcontinental  Freight 
Bureau  Tariff  No.  1-Q,  I.  C.  C.  1048,  charging  the  carload  rate 
at  a  minimum  of  80,000  pounds  on  the  rods  and  the  L.  C.  L.  rate, 
under  item  2955  of  the  same  tariff,  on  the  plates.  The  lawful 
rate,  he  said,  was  applicable  under  item  3080  of  that  tariff. 
J.  R.  Bell,  appearing  for  all  defendants,  admitted  the  overcharge 
and  said  that  the  Director-General  would  refund  the  amount 
requested.  So  far  as  rates  for  the  future  were  concerned  and 
certain  adjustments  in  the  provisions  of  Westbound  Transcon- 
tinental Tariff  No.  1-SW,  I.  C.  C.  1077,  Mr.  Merriam  said  that 
the  conference  had  conveyed  to  him  the  impression  that  nego- 
tiations now  going  on  between  shippers  and  carriers  would  result 
in  rates  satisfactory  to  the  defendants. 


RATES  ON  CITRUS  FRUITS 

The  Traffic  World  Washington  Bureau 

Secretary  Hoover,  of  the  Department  of  Commerce,  who 
has  been  bestirring  himself  in  behalf  of  shippers  of  fruits  and 
vegetables,  on  the  theory  that  freight  rates  on  farm  products 
are  higher  than  the  traffic  will  bear,  told  newspaper  men  June 
23  that  the  shippers  of  citrus  fruit  expected  to  have  a  conference 
with  the  carriers  about  July  1  and  had  hopes  of  being  able  to 
persuade  the  carriers  that  there  must  be  an  immediate  reduc- 
tion in  rates  on  citrus  fruits  to  prevent  disaster. 

According  to  the  reports  given  to  the  secretary,  the  fruit 
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growers  will  ship  the  whole  crop  this  year,  although  they  claim 
they  will  be  losing  money  on  every  box  of  oranges  and  lemons. 
They  will  ship  this  year  so  as  to  minimize  losses,  but  they  will 
not  be  able  to  do  anything  to  assure  a  crop  next  year,  because 
the  returns  from  this  crop  will  be  too  small  to  enable  them  to 
do  any  of  the  work  necessary  to  keep  the  groves  in  first-class 
bearing  condition. 

The  declaration  that  the  whole  crop  this  year  will  be 
shipped  is  made  as  an  answer  to  the  statistics  published  by 
the  Department  of  Agriculture  showing  that  shipments  of  fruits 
and  vegetables  this  year  exceed  those  of  last.  The  shippers, 
in  their  propaganda  for  lower  rates,  have  said  right  along  that 
the  blasting  effects  of  high  rates  would  not  be  noticed  until 
following  crop  years  because  the  momentum  of  other  years  was 
carrying  them  over  this  crop  year. 

In  arguments  on  the  citrus  fruit  case,  which  has  been  re- 
opened, W.  E.  Lamb,  law  officer  of  Hoover's  department,  told 
the  Commission  that  the  prices  realized  by  the  orchardists  for 
the  current  year's  crop  were  so  small  that  they  could  not  afford 
to  do  any  planting  or  spraying  to  keep  the  trees  in  bearing 
condition  in  future  years.  He  also  declared,  at  the  last  argu- 
ment, early  in  the  spring,  that  not  a  box  of  oranges  or  lemons 
had  been  sold  in  New  York  or  other  eastern  market  since  last 
October  except  at  a  loss. 

FRUIT  AND  VEGETABLE  SHIPMENTS 

In  its  issue  of  June  25,  Secretary  Wallace's  Market  Reporter 
continued  to  publish  figures  showing  fruits  and  vegetable  ship- 
ments as  being  on  the  up  grade  in  comparison  with  the  cor- 
responding period  last  year.  The  total  of  carloads  for  this  sea- 
son was  shown  as  361,471  in  comparison  with  302,801  for  the 
corresponding  date  in  last  season.  In  the  review  of  prices  and 
shipments,  the  Market  Reporter  said: 

New  potatoes,  tomatoes,  cantaloupes  and  peaches  were  generally 
lower  in  consuming  markets  during  the  week  ending  June  20,  with 
supplies  liberal  and  demand  only  fair.  Total  shipments  of  leading 
lines  were  10,697.  cars  compared  with  10,681  last  week  and  9,803  a  year 
ago.  Movement  of  several  lines  was  moderately  lighter,  but  de- 
creases were  offset  by  larger  shipments  of  peaches  and  watermelons. 

The  total  movement  of  new  potatoes  was  slightly  heavier  than 
for  the  previous  week  with  shipments  of  3,602  cars  compared  with 
3,555  the  week  before  and  with  S.870  during  the  corresponding  week 
last  year.  An  increase  of  about  300  cars  in  the  movement  from  the 
eastern  shore  of  Virginia  shipping  sections  was  recorded,  but  the 
gain  was  nearly  offset  by  the  lighter  supply  from  states  farther  south. 

Tomato  markets  were  generally  weak.  Movement  was  at  about 
the  same  rate  as  the  previous  week,  1,274  cars  moving,  but  continued 
heavier  than  last  season.  Shipments  from  Florida  showed  further 
reduction,  but  a  substantial  gain  from  Texas  more  than  made  up 
the  decrease.  Total  shipments  to  June  18  had  reached  8,643  cars, 
compared  with  4,988  cars  moved  during  the  similar  period  last  season. 

Prices  of  California  Salmon  Tint  cantaloupes  advanced  moderately 
at  shipping  points,  but  continued  to  decline  in  consuming  markets. 
The  1,835  cars  reported  during  the  week  ending  June  11  may  prove 
to  have  been  the  peak  of  the  movement  from  Imperial  Valley.  Judg- 
ing from  the  shipments  of  previous  seasons  and  the  fact  that  this 
week's  movement  of  1,619  cars  shows  a  decrease  from  the  previous 
week,  it  would  appear  that  a  steadily  decreasing  supply  may  be 
expected  from  that  section  during  the  rest  of  the  season.  Moderate 
shipments  were  reported  from  Georgia. 

The  peach  supply  from  Georgia  increased  rapidly  with  shipments 
of  674  cars,  compared  with  470  last  week  and  321  a  year  ago.  Prices 
declined  25c  to  $1  per  6-basket  carrier  in  eastern  consuming  markets. 

Shipments  of  "watermelons  from  Georgia  gained  rapidly  and  mod- 
erate increases  were  reported  from  California  and  Texas.  Total 
movement  reached  1,678  cars  compared  with  1.157  the  week  before  and 
with  1,809  during  the  corresponding  week  last  season.  Florida  and 
Georgia  Tom  Watson  medium  size  stock  was  firm  in  New  York  at 
$500  to  $850  per  car. 


VEGETABLE  AND  MELON  RATES  IN 
SOUTH 

The  Traffic  World  Washington  Bureau 

Railroads  operating  in  the  South  have  not  indicated  to  the 
Commission  that  they  have  changed  their  belief  that  rates  on 
vegetables  and  melons  cannot  be  reduced  this  season,  although 
Chairman  Clark  recently  asked  them  to  give  the  matter  further 
consideration.  In  a  letter  to  Senator  Harris  of  Georgia  the  chair- 
man said  he  had  called  the  matter  to  the  attention  of  the  rail- 
roads again,  but  evidently  the  carriers  cannot  see  their  way 
clear  to  make  reductions,  as  they  have  submitted  no  proposals 
to  the  Commission. 

In  his  letter  to  Senator  Harris,  Chairman  Clark  said  in  part: 

"Carriers  from  the  Southwest  and  the  Southeast  so  far  have 
taken  the  position  that  they  are  not  in  position  to  make  reduc- 
tions in  the  rates;  that  it  is  doubtful  whether  reductions  would 
accrue  to  the  benefit  of  the  growers;  that  crops  appear  to  be 
moving  freely  under  the  present  rates  notwithstanding  the  be- 
lief of  many  growers  to  the  contrary,  statistics  showing-  a  much 
heavier  movement  this  year  than  last;  and  that,  therefore,  there 
is  little  ground  to  believe  that  reductions  would  stimulate  the 
movement  to  any  marked  extent. 

"The  carriers  have  recognized  that  percentage  increases  in 
rates  have  had  a  tendency  to  increase,  in  cents  per  unit,  long 
distance  high  rates  to  a  greater  extent  than  short  haul  compara- 
tively low  rates,  and  it  is  largely  in  recognition  of  this  principle 
that  the  reductions  from  California  recently  announced  have  been 
made.  It  should  be  understood  that,  speaking  generally,  the 
rates  from  the  Far  West  to  the  territory  east  of  Chicago  were, 
prior  to  the  recent  general  Increases,  considerably  higher  than 
those  from  Georgia  on  the  same  commodities,  and  naturally  have 
suffered  greater  increase  per  100  pounds. 


"Notwithstanding  that  fact,  I  had,  previous  to  receiving  your 
letter,  instructed  that  this  whole  question  of  fruit  and  vegetable 
rates  be  again  called  to  the  attention  of  the  executives  of  the  car- 
riers, particularly  to  those  from  the  Southeast  and  the  Southwest, 
with  a  view  to  securing  from  them  final  action  in  the  premises. 
An  effort  will  be  made  to  bring  this  situation  to  a  final  conclu- 
sion in  the  shortest  possible  time,  in  order  that,  if  any  reductions 
are  to  be  made,  they  will  accrue  for  the  movement  before  the 
season  is  over. 

"As  I  have  previously  explained  to  you,  the  Commission  has 
not  the  power  to  order  carriers  to  reduce  rates,  except  in  a  for- 
mal proceeding,  after  full  hearing,  which  would  require  several 
months,  and  manifestly  could  not  be  concluded  in  time  to  accrue 
in  connection  with  this  season's  movement;  that  in  the  present 
financial  condition  of  the  carriers  there  is  considerable  doubt  as 
to  whether  the  Commission  could,  even  after  full  hearing,  order 
sweeping  reductions  in  the  rates,  because  of  the  constitutional 
limitations  with  respect  to  fixing  charges  which  will  tend  to  con- 
fiscate private  property;  and  that  high  rates  do  not  necessarily 
mean  high  revenue,  and  if  it  can  be  demonstrated  to  the  execu- 
tives of  the  carriers  that  the  present  rates  are  restricting  the 
movement,  it  will  undoubtedly  be  to  their  interest  voluntarily 
to  make  such  reductions  as  will  bring  about  free  movement,  pro- 
vided such  reduced  rates  are  remunerative.  Therefore,  it  appears 
that  the  only  thing  which  the  Commission  can  well  do  at  this 
time  is  what  has  already  been  done,  viz.,  to  again  call  this  matter 
to  the  attention  of  the  carriers,  urging  that  further  consideration 
be  given  and  prompt  announcement  made  as  to  what  if  anything 
can  or  will  be  done." 


READJUSTMENTS  OF  RATES 

In  an  effort  to  inform  the  public  as  to  what  has  been  done  in 
the  way  of  adjusting  freight  rates  so  as  to  allow  traffic  to  move 
freely,  the  Association  of  Railway  Executives  has  caused  to  be 
prepared  and  generally  circulated  a  summary  of  what  has  been 
done.  The  summary,  showing  thousands  of  reductions,  is  as 
follows : 

"The  Transcontinental  Freight  Bureau  (Chicago)  reports 
that  up  to  June  9,  1,272  reductions  have  been  made  in  westbound 
domestic  rates,  153,319  reductions  in  eastbound  rates,  and  120 
reductions  in  export  and  import  rates.  The  reductions  affect 
grain,  iron  and  steel,  food  products,  lumber  and  many  other 
commodities. 

"Since  June,  1920,  the  Western  Trunk  Line  Committee  has 
considered  1,200  subjects;  over  90  per  cent  of  these  were  reduc- 
tions and  nearly  all  affected  rates  increased  last  year.  These 
reductions  concern  more  particularly  crushed  rock,  gravel,  build- 
ing materials,  grain,  coal,  lumber,  live  stock,  feeds  and  molasses. 
The  reductions  range  from  5  to  70  per  cent,  this  maximum  re- 
duction being  on  paper  and  lumber.  As  representative  of  the 
action  of  this  and  other  traffic  associations,  the  following  table 
is  presented: 

Number  of  Applica- 
tions on  Which        Range 

Reductions    of  Percentage 
Were  Approved.  Reduction. 
Products  of  Agriculture: 

Grain,  hay,  fruits,  vegetables  and  seeds 70  10  to  50% 

Products  of  Animals: 

Live  stock,  fresh  meats,  packing  house  prod- 
ucts and  sreen  salted  hides 16  15  to  33%% 

Products  of  Mines: 

Coal   (hard  and  soft),   ores,   sand,  gravel   and 

crushed   stone   70  10  to  60% 

Products  of  Forests: 

Lumber,  logs,  sash,  doors  and  blinds 13  5  to  70% 

Manufactures : 

Petroleum    oil    9  8  to  30% 

Brick,   cement   and   lime 24  7  to  60% 

Iron  and  steel  rails,  structural  iron  and  ferro 

manganese    15  10  to  50% 

Sugar    and    molasses v 6  .  12  to  45% 

Paper  and   paper  articles 17  14  to  70% 

Miscellaneous  Commodities: 

Not  specified  above  (carloads) 73  6  to  70% 

Less  carload   rates 10  8  to  30% 

Industrial   switching   rates 20  22  to  50% 

Total    343 

"In  the  month  of  May,  P.  A.  Leland,  Chairman  of  the  South- 
western Freight  Bureau,  says  that  159  out  of  168  cases  acted 
upon  involved  rate  reductions. 

"  'In  this  statement,'  Mr.  (Leland  says,  'we  have  made  no 
effort  to  multiply  the  number  of  rate  reductions  by  reason  of 
the  fact  that  some  of  the  rates  apply  from  a  large  number  of 
points,  or  to  a  large  number  of  points.  Technically,  a  reduc- 
tion in  a  rate  applying  from  10  points  to  100  points  is  1,000  re- 
ductions. Such  situations  as  that  we  treat  as  only  one  reduc- 
tion.' 

"According  to  a  report  dated  June  11,  from  N.  W.  Hawkes, 
chairman,  New  England  Freight  Association,  for  the  period 
August  25,  1920,  up  to  June  1,  1921,  that  association  has  con- 
sidered six  hundred  ninety-five  freight  rate  proposals,  and  have 
in  the  same  period  issued  three  hundred  and  forty-eight  recom- 
mendation advises,  of  which  it  is  estimated  that  80  per  cent  are 
reductions. 

"The  Trunk  Line  Association  (New  York)  states  that  in 
trunk  line  territory  from  September  1,  1920,  to  May  31,  1921, 
2,662  rate  proposals  were  taken  up,  of  which  2,463  were  approved 
and  recommendation  advices  issued. 

"An  accurate  calculation  has  been  made  of  the  number  of 
reductions  in  the  month  of  May,  which  is  fairly  representative 
of  the  whole  number  of  transactions  involved.  In  tnat  month 
98  per  cent  of  the  changes  in  rates  passed  upon  by  the  Trunk 
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Line  Association  were  reductions,  according  to  advices  from  the 
secretary  of  the  association. 

"Commenting  upon  the  rate  situation  in  general,  American 
Railroads  says: 

With  nil  tin1  savings  thnt  tin:  railroads  can  hope  to  make  as  a  re- 
unit  of  \\.ir.<-  fi'iliiri  inn:;  .•mil  oilier  .  <•< iMomlrH.  It  ill  only  with  the  utmost 
iliillrnlt>  th;ii  Hi.  \  r:in  hope  to  earn  tho  J475.000.000  necessary  to  meet 

thrir    llNMl    cli:iri;c.s    for.  1921. 

Tin  r.    r:ni.  tlirn •I'lH-c.   In-  no  general  reduction  of  rates  this  year. 
The   host   tho   roads  can   do   is   to  readjust   rates  on   the   existing 
N'vi'l  so  ns  to  remove  Inequalities  and  maladjustments  that  have  re- 
uli.il   I'nini  successive  blanket  Increases." 


ASK  PETROLEUM  RATE  ADJUSTMENT 

The  measure  of  the  reduction  on  petroleum  and  its  products 
which  the  shippers  of  those  commodities  plan  to  ask  the  carriers 
to  make  was  determined  at  a  conference  held  at  the  offices  of 
the  Western  IViioli'tim  Refiners'  Association  in  Chicago,  June  24. 
Tin1  reductions  which  the  petroleum  shippers  will  seek  to  have 
made  agree  with  those  proposed  by  the  American  Petroleum  In- 
stitute in  a  resolution  adopted  at  a  conference  of  that  body 
recently,  and  published  in  The  Traffic  World,  June  18,  p.  1299. 
The  plan  is  set  forth  in  a  motion  adopted  at  the  Chicago  con- 
ference as  follows: 

Mm  ril  (hut  \\  e  advocate  the  following:  readjustment  in  the  rates 
on  petroleum  and  petroleum  products  throughout  the  United  States 
east  of  the  Rockies: 

First,  in  the  eastern  district,  take  the  rates  in  effect  January, 
1917,  and  add  thereto  the  percentage  authorized  in  Ex  Parte  74  for 
intra -territorial  shipments. 

Second,  in  the  western  and  southern  districts,  reduce  the  local 
rates  15  per  cent  plus  4%  cents,  and  reduce  the  proportional  rates  15 
per  cent  plus  2  or  2%  cents  per  100  pounds,  whichever  was  authorized 
in  Freight  Rate  Authority  96. 

Details  as  to  the  plan  of  attack  were  worked  out  at  the  con- 
ference, but  were  not  made  public.  It  was  stated,  however,  that 
these  plans  were  not  completed  and  that  a  further  conference 
would  be  held  on  a  date  not  yet  determined.  It  is  the  intention 
of  the  shippers  to  clear  up  the  remaining  details  as  soon  as 
possible,  so  that  the  concrete  proposal  can  be  taken  to  the  car- 
riers at  an  early  date. 

The  following  were  present  at  the  Chicago  conference: 
F.  B.  Dow,  Washington  representative  of  the  American  Petroleum 
Institute,  National  Petroleum  Association  and  the  Western  Pe- 
troleum Refiners'  Association;  M.  J.  Gormelly  and  R.  L.  Welch, 
American  Petroleum  Institute;  Clifford  Thome  and  F.  G.  Stadle, 
Western  Petroleum  Refiners'  Association;  Fred  Boltz,  National 
Petroleum  Association;  W.  H.  Miller,  Indian  Refining  Company; 
A.  L.  Wilmer,  Midland  Refining  Company;  W.  W.  Klingensmith, 
Transcontinental  Refining  Company;  M.  H.  Reed,  Union  Pe- 
troleum Company;  H.  W.  Robertson,  Sinclair  Refining  Company; 
F.  S.  Hollands,  Standard  Oil  Company  of  Indiana;  E.  E.  Har- 
rington, National  Refining  Company;  W.  W.  Morten,  Gustaf son- 
Spencer  Company;  E.  W.  Sieboldt,  Roxana  Refining  Company; 
C.  B.  Ellis,  Gulf  Refining  Company;  Burr  Combs,  Marshalltown 
Refining  Company;  B.  J.  Burchett,  Schaeffer  Oil  Company,  and 
representatives  of  the  Standard  Oil  Company  of  New  Jersey 
and  the  Standard  Oil  Company  of  Ohio. 


SOUTHERN  RATE  ADJUSTMENT 

The  Fourth  Section  Committee  of  Southern  Carriers,  D.  M. 
Goodwyn,  chairman,  has  sent  the  following  to  shippers  and  re- 
ceivers of  freight,  boards  of  trade,  chambers  of  commerce,  and 
other  shipping  interests: 

Following  certain  decisions  of  the  Interstate  Commence  Com- 
mission and  fourth  section  orders  affecting  the  adjustment  of  rates 
to  and  from  points  in  southern  territory,  and  the  amendment  of  the 
fourth  section  of  the  act  to  regulate  commerce  by  the  transportation 
act  of  1920,  the  southern  carriers  appointed  a  special  committee  to 
review  and  readjust  under  fourth  section  principles  set  forth  in  the 
said  decisions  and  the  amended  fourth  section,  rates  from  Ohio  River 
crossings.  St.  Louis,  Mo..  Memphis  and  Nashville,  Tenn.,  Gulf  ports 
and  Mississippi  River  crossings,  south  Atlantic  ports  and  eastern  and 
Virginia  cities  to  southeastern  territory. 

This  committee  has  been  in  practically  continuous  session  for 
several  months  and  has  substantially  completed  the  revision  of  the 
class  rates.  In  accordance  with  the  expressed  wishes  of  the  Inter- 
state Commerce  Commission  and  the  earnest  desire  of  the  carriers 
to  give  the  shipping  public  advance  notice  of  general  changes  in 
rates,  arrangements  have  been  made  for  conferences  to  be  held  in 
the  assembly  room  of  the  Chamber  of  Commerce,  Atlanta.  Ga..  dur- 
ing week  beginning  July  11.  1921.  at  10  o'clock  a.  m..  to  which  you 
are  invited.  It  is  the  earnest  desire  and  purpose  of  the  carriers  to 
afford  opportunity  during  that  week,  or  such  part  as  may  be  neces- 
sary, for  full  and  frank  discussion  of  the  rates  involved. 

There  are  enclosed  herewith  copies  of  statements  showing  the 
present  and  proposed  class  rates  in  which  you  are  interested,  in 
order  that  you  may  have  an  opportunity  to  review  them  and  be 
prepared  to  express  your  views,  if  you  care  to  do  so,  at  the  proposed 
conference. 


CANAL   TRAFFIC    IN    MAY 

Traffic  through  the  Panama  Canal  in  May  was  the  lightest 
since  June  of  last  year.  Commercial  ships  transiting  the  canal 
numbered  210,  an  average  of  6.8  a  day.  In  cargo  tons,  May 
traffic  was  the  lowest  since  February,  1920. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  perioiu  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  In  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involve!  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 

TraBc  Banrlea  Corporation,  Colorado  Building,  Washington,  D.  C. 
•• 

Reparation   on    Intrastate   Shipments    During    Six    Months'   Guar- 
anty  Period 

Virginia. — Question:  I  am  writing  to  call  your  attention  to 
an  apparent  oversight  in  your  answer  to  "Ohio"  on  page  1270 
of  The  Traffic  World  of  June  11. 

That  answer  overlooks  Section  208  (a)  of  the  Transportation 
Act,  1920,  which  provided  for  the  continuance  in  effect  of  rates 
which  were  in  effect  February  29,  1920,  and  that  prior  to  Sep- 
tember 1,  1920,  no  such  rate  should  he  reduced,  unless  such  re- 
duction or  change  be  approved  by  the  Interstate  Commerce 
Commission. 

We  handle  intrastate  reparation  claims  which  arose  during 
the  federal  guaranty  period,  by  making  an  application  for  au- 
thority to  refund  to  the  Interstate  Commerce  Commission,  and 
sending  it  to  the  State  Commission  for  the  latter's  approval  and 
transmittal  to  the  Interstate  Commerce  Commission,  (a  duplicate 
of  the  application  being  furnished  the  State  Commission  for  its 
file). 

Answer:  In  our  answer  to  "Ohio"  on  page  1270  of  June  11, 
1921  issue,  we  stated  that  as  the  period  of  Federal  control  does 
not  cover  the  six  months  guaranty  period  the  authority  of  neither 
the  Interstate  Commerce  Commission  or  of  the  Railroad  Admini- 
stration is  required  for  the  payment  of  reparation  covering  intra- 
state shipments  moving  during  that  time.  We  find,  however, 
that  the  Interstate  Commerce  Commission  has  ruled  informally 
that  in  view  of  the  fact  that  the  Federal  government  during  the 
guaranty  period,  is  guaranteeing  the  revenues  of  the  carriers, 
that  no  reparation  can  be  awarded  on  such  shipments  by  any 
tribunal  other  than  the  Commission,  and  except  on  a  specific 
showing  that  the  former  rate  was  unreasonable.  Therefore,  as 
to  such  shipments  as  moved  between  March  5  and  September  1, 
1920,  the  Commission's  authority  must  be  secured  before  repara- 
tion can  be  made  by  the  carriers. 

Trap  Car — Absorption  of  Switch   Movement 

Ohio.— Question.  We  are  located  at  Oakley,  Ohio,  which  is 
within  the  Cincinnati  switching  limits  on  the  B.  &  O.  Railroad, 
and  we  quite  often  make  trap  cars  to  the  Louisville  &  Nashville 
Railroad  at  Cincinnati.  The  Louisville  &  Nashville  advises  that 
it  will  absorb  the  switching  charge  on  a  trap  car  from  Oakley  to 
Cincinnati  when  the  car  contains  10,000  Ibs.  or  more  of  competi- 
tive freight.  These  cars  invariably  contain  material  for  local 
points  on  the  L.  &  N.  Railroad.  The  L.  &  N.,  however,  will  not 
absorb  charges  from  Oakley  to  Cincinnati,  because  the  Baltimore 
&  Ohio  R.  R.  does  not  permit  us  to  make  out  switching  re- 
ceipt, but  we  have  to  make  out  bill  of  lading  for  each  and  every 
shipment  in  the  car  and  the  bills  of  lading  have  to  be  signed  by 
the  agent  of  the  B.  &  O.  R.  R.  at  Oakley,  Ohio. 

One  of  our  competitors  is  located  at  East  Norwood,  Ohio, 
which  is  about  one  mile  from  Oakley,  Ohio,  on  the  Cincinnati, 
Lebanon  &  Northern  Railroad,  a  branch  of  the  Pennsylvania 
Railroad.  They  are  permitted  to  make  out  a  switching  receipt 
on  a  trap  car  to  the  L.  &  N.  R.  R.,  and  they  in  turn  send  the  bill 
of  lading  to  the  L.  &  N.  at  Cincinnati  to  be  signed  for  all  the 
shipments  contained  in  the  car.  Therefore,  the  only  charge  they 
are  assessed  is  the  $7.00  switching  charge,  whereas,  we  have  to 
pay  18c  per  cwt.  on  each  and  every  shipment  that  is  for  the 
L.  &  N.  local  points. 

One  of  the  rulings  of  the  Interstate  Commerce  Commission 
we  believe,  is  to  have  freight  rates  the  same  to  each  and  every 
shipper,  one  to  have  no  advantage  over  the  other,  but  it  seems 
that  we  are  at  a  disadvantage  because,  as  stated  above,  we  have 
to  pay  the  extra  charge  from  Oakley,  Ohio,  to  Cincinnati,  Ohio, 
to  local  points  on  *^fj<i  *•  N.  R.  R.,  even  when  the  car  contains 
10,000  Ibs.  or  mor»j  IrNcompetitive  business,  whereas,  our  com- 
petitor located  at  Eafljiforwood,  Ohio,  only  pays  $7.00  for  the 
entire  car.  Kindly  adTOW'lf  we  have  any  recourse  against  the 
Baltimore  &  Ohio  Railroad  to  equalize  same  conditions  to  that  of 
our  competitor. 

Answer:  If  the  Baltimore  &  Ohio  R.  R.  publishes  a  per  car 
switching  charge  covering  the  movement  of  freight  from  indus- 
tries located  on  its  lines  at  Oakley,  Ohio,  to  its  connection  with 
the  L.  &  N.  R.  R.  at  Cincinnati,  that  line  is  erroneously  collecting 
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charges  on  the  basis  of  its  line  haul  rate  for  the  movement  of 
your  trap  cars,  for  the  reason  that  so  far  as  the  B.  &  O.  is  con- 
cerned, such  a  movement  is  nothing  more  or  less  than  a  switch 
movement,  and  the  L.  &  N.  R.  R.  under  its  terminal  tariff  will 
absorb  such  switching  charges  on  shipments  of  freight  aggre- 
gating 10,000  Ibs.  or  more,  when  destined  to  competitive  points. 

If,  however,  the  B.  &  O.  R.  R.  does  not  publish  a  switching 
charge  for  the  movement  in  question,  then  the  question  to  be 
determined  is  whether  or  not  the  line  haul  charge  of  the  B.  &  O. 
is  a  reasonable  charge  for  the  service  involved,  which  matter 
can  only  be  determined  by  complaint  before  the  Interstate  Com- 
merce Commission,  if  the  B.  &  O.  refuses  to  publish  a  switching 
charge  which  the  L.  &  N.  R.  R.  would  be  willing  to  absorb. 
Delay — Shipper's  Error  in  Marking  Freight 

New  York. — Question:  We  would  like  to  have  your  opinion 
as  to  the  liability  of  the  carrier  for  depreciation  in  market  value 
in  the  folowing  case:  Shipment  of  fifteen  (15)  bales  correctly 
numbered  was  made  to  a  firm  in  New  England,  but  only  thirteen 
(13)  of  these  bales  carried  the  correct  name  of  consignee  and 
point  of  4estination  as  shown  on  bill  of  lading,  two  being  erron- 
eously marked  for  another  consignee  and  destination. 

Bill  of  lading  issued  covered  fifteen  (15)  bales  and  was 
marked  "Shippers  load  and  count."  We  have  noted  that  the 
Court  has  held  the  carrier  liable  when  he  did  not  deliver  accord- 
ing to  bill  of  lading  contract,  but  is  it  liable  when  shipment  is 
loaded  by  the  shipper  without  being  checked  by  the  agent  of  the 
carrier  at  originating  point? 

It  appears  to  us  that  this  shipment  was  handled  at  one  or 
more  junction  points  enroute,  and  this  error  should  have  been 
noticed  before  delivery  was  made,  as  the  number  shown  on  the 
bill  of  lading  checked  with  those  shown  on  the  bales  although 
the  address  and  consignee's  name  on  the  two  bales  in  question 
was  In  error. 

We  also  figure  that  this  delivery  by  the  carrier  to  the  wrong 
consignee  was  not  correct,  as  the  delivery  was  made  without 
having  a  waybill  to  cover  the  movement  of  these  two  bales  in 
their  possession.  Kindly  let  us  have  your  opinion  as  to  whether 
we  should  hold  the  carrier  or  shipper  liable  for  this  depreciation. 

Answer:  As  we  understand  the  matter,  the  two  bales  which 
were  erroneously  marked  were  finally  delivered  to  the  proper 
party  and  your  claim  is  for  delay,  due  to  the  error  in  marking 
the  bales.  If  so,  we  are  of  the  opinion  that,  as  the  proximate 
cause  of  the  delay  was  the  error  of  the  shipper  in  marking  the 
bales  with  the  wrong  consignee's  name  and  address,  no  liability 
exists  on  the  part  of  the  carrier. 

The  fact  that  the  carrier  delivered  the  shipment  without 
having  a  way  bill  therefore,  does  not  affect  the  liability  of  the 
carrier. 

Routing — Terminal   Delivery   Must  be  Specified  if  Desired 

Alabama.— Question:  L.  &  N.  R.  R.  bill  of  lading  covering 
one  car  of  coal  from  Piper,  Ala.,  to  Atlanta,  Ga.,  routing  inserted 
as  follows:  "Care  Central  of  Georgia."  Car  was  delivered  to  the 
Central  of  Georgia  Railway  at  Birmingham,  Ala.,  and  hauled  by 
them  to  Atlanta,  freight  charges  assessed  on  basis  of  Birming- 
ham combination,  which  is  higher  than  through  rate  via'  Bir- 
mingham and  Seaboard  Air  Line  or  Southern  Railway. 

Our  plant  is  located  on  C.  of  Ga.  Railway  tracks  at  Atlanta, 
Ga..  and  routing  shown  above  inserted  only  for  purpose  of  se- 
curing C.  of  Ga.  Ry.  delivery.  We  did  not  wish  this  car  to  be 
handled  by  the  C.  of  Ga.  Ry.  from  Birmingham  to  Atlanta,  as 
there  is  no  through  rate  published  via  this  route. 

Should  not  freight  charges  be  collected  on  basis  of  through 
rate  in  the  absence  of  specific  routing  giving  junction  point? 
You  understand  the  routing  shown  as  "Care  Central  of  Georgia" 
was  merely  for  Central  of  Georgia  Railway  delivery. 

Answer:  The  L.  &  N.  R.  R.  is  not  liable  for  misrouting  the 
shipment  in  delivering  same  to  the  C.  of  Ga.  at  Birmingham, 
Ala.,'if  the  lowest  rate  applicable  in  connection  with  that  line  is 
based  on  that  point,  as  the  Commission  has  held  that  under  such 
routing  instructions  it  is  the  duty  of  the  initial  line  to  turn  a 
shipment  over  to  the  connecting  line  specified  in  the  bill  of 
lading  at  its  junction  therewith  for  a  line  haul.  See  Fechheimer 
Steel  &  Iron  Co.  vs.  Penna.  R.  R.,  51  I.  C.  C.  183.  The  Com- 
mission has  further  held  that  the  initial  carrier  is  not  liable  for 
misroute  in  failing  to  turn  a  shipment  over  to  a  third  and  inter- 
vening carrier,  when  the  shipper  specified  routing  via  a  carrier, 
which  in  connection  with  the  intial  carrier,  forms  a  through 
route  from  origin  to  destination.  See  McCaull-Dinsmore  Co.  vs. 
C.  B.  &  Q.  R.  R..  48  I.  C.  C.  508.  In  order  to  have  secured  Cen- 
tral of  Georgia  R.  R.  switching  delivery  only  you  should  have 
specified  "Central  of  Georgia  Delivery"  in  the  bill  of  lading. 

Notice  of  Claim — Tracer  Does  Not  Constitute 
New  York. — Question:     Kindly  advise  if  there  is  any  deci- 
sion on  record  whether  a  tracer  has  been  considered  as  a  notice 
of  a  claim  in  writing;   also  any  decision  wherein  a  claimant  by 
waiting  for  the  result  of  a  tracer  was  thereby  unable  to  file  his 
claim   within   six  months   from  a  reasonable   time   of   delivery. 
Ansnwer:     We   know    of   no    decision    which   holds    that   a 
mere  tracer  is  a  notice  of  a  claim  in  writing  within  the  mean- 
ing  of   the    provision    of   the   uniform   bill    of   lading   requiring 


notice  of  claim  within  six  months  after  delivery  of  the  shipment 
or,  in  the  event  of  failure  to  deliver,  within  six  months  after 
a  reasonable  time  for  delivery  has  elapsed. 

While  the  courts  are  liberal  in  their  construction  of  this 
provision  of  the  carriers'  bill  of  lading  and  where,  in  addition 
to  a  tracer,  notice  of  the  loss  or  damage  was  indorsed  on  the 
freight  receipt  or  where  the  carrier  has  acted  upon  the  tracer 
by  handling  with  the  shipper,  have  held -that  this  constitutes 
a  notice  of  claim  even  tough  formal  notice  or  written  notice 
was  not  actually  filed,  we  do  not  locate  a  case  which  holds  that 
a  mere  request  on  the  part  of  a  shipper  that  a  carrier  trace  a 
shipment  constitutes  notice  of  claim.  Neither  do  we  locate  any 
case  which  holds  that  the  requirement  that  notice  of  claim  be 
filed  within  six  months  after  a  reasonable  time  for  delivery 
need  not  be  complied  with  by  reason  of  the  fact  that  the  shipper 
had  not  received  from  the  carrier  within  the  six  months,  a 
reply  to  his  letter  requesting  tracing  of  the  shipment. 

Actions  for   Loss  or  Damage — Jurisdiction   and   Venue 

Missouri. — Question:  A  carload  shipment  forwarded  from 
Buffalo  to  Philadelphia  in  July,  1919,  routed  D.  L.  &  W.  and 
P.  &  R. — claim  filed  for  loss  and  damage  to  shipment  in  transit 
has  been  declined  by  the  D.  L.  &  W.  Railroad  and  suit  is  to  be 
instituted  with  view  of  collection. 

Will  it  be  necessary  to  bring  suit  at  Buffalo  or  can  legal 
proceedings  be  instituted  in  Missouri,  the  D.  L.  &  W.  now  being 
represented  at  this  terminal  by  a  commercial  agent?  Kindly 
let  us  have  authority  for  ruling  covering  the  situation. 

Answer:  Causes  of  action  against  carriers  for  loss  or  dam- 
age to  freight  are  cognizable  by  the  state  courts  and  the  venue 
in  an  action  against  one  or  more  connecting  carriers  for  loss 
of  or  injury  to  goods  or  delay  in  delivery  is  a  matter  of  statutory 
regulations.  We  are  not  familiar  with  the  provisions  of  the 
statutes  of  the  state  of  Missouri  relating  to  this  subject. 
Combination  Rates — Rate  Applicable  Where  Tariff  Containing 

Rules  for  Constructing   Combination    Rates   Is   Not    Referred 

to  in  One  of  Tariffs  Containing  Factors  of  Combination   Rate 

New  York. — Question:  We  recently  had  a  carload  of  poplar 
lumber  move  from  Rainelle,  W.  Va.,  to  New  York  via  Sewell 
Valley  Railway,  C.  &  O.,  Big  Four,  N.  P.,  D.  L.  &  W. 

The  carriers  have  assessed  a  rate  of  44%c  per  100  pounds 
by  applying  the  rate  of  9c  from  Rainelle  to  Medow  Creek  and 
a  rate  of  35  %c  per  100  pounds  from  Meadow  Creek  to  New 
York,  published  in  W.  J.  Kelly's  tariff  I.  C.  C.  848,  item  573, 
supplement  21.  We  contend  that  the  proper  rate  should  be 
42%c  per  100  pounds  by  applying  the  rates  referred  to  above 
and,  in  addition  W.  J.  Kelly's  tariff  228,  I.  C.  C.  US-1,  covering 
the  rules  for  constructing  combination  rates  on  lumber,  etc. 

Carriers  claim  this  "combination"  tariff  cannot  be  used  for 
the  reason  that  Sewell  Valley  I.  C.  C.  42  (which  is  a  propor- 
tional commodity  tariff  applying  on  lumber  and  forest  products) 
does  not  make  r  eference  to  Kelly's  "combination"  tariff,  al- 
though the  use  of  this  "combination"  tariff  is  authorized  in 
W.  J.  Kelly's  I.  C.  C.  848. 

It  is  our  understanding  that  the  combination  tariff  can  be 
used  where  one  of  the  tariffs  used  in  the  construction  of  the 
combination  rate  makes  reference  to  same,  while  the  carriers 
claim  that  where  two  commodity  rates  are  used  both  tariffs 
must  be  subject  to  the  combination  tariff. 

Can  you  give  the  proper  interpretation  of  this  matter,  mak- 
ing reference  to  Interstate  Commerce  Commission  ruling  cover- 
ing this  subject? 

Answer:  This  question  is  now  before  the  Interstate  Com- 
merce Commission  under  Docket  11154,  Sligo  Iron  Stores  Com- 
pany vs.  Western  Maryland  Railroad,  a  tentative  report  in  which 
recommends  that  the  Commission  hold  that,  where  one  of  the 
tariffs  containing  the  factors  composing  the  combination  rate 
contains  reference  to  the  combination  rule  tariff,  only  one  in- 
crease be  made. 

Transportation  Tax  on  Freight  Originating  in  Adjacent  Foreign 

Countries 

Michigan. — Question:  We  have  shipment  which  originate  in 
Canada  and  move  to  border  points  in  the  United  States  in  car- 
'load  lots,  on  which  the  line  handling  car  into  the  border  points 
deliver  to  switching  lines  and  absorb  the  switching  lines'  charges. 
We  are  being  assessed  with  war  tax  on  the  switching  charge 
which  the  carrying  line  absorbs,  and  we  contend  that,  inasmuch 
as  their  tariffs  provide  for  absorption,  that  tax  does  not  attach 
separately  on  switching,  but  is  a  part  of  the  through  rate. 
Kindly  let  us  have  your  opinion  as  to  whether  or  not  the  war 
tax  should  be  collected  from  us. 

Answer:  Article  10  of  Regulations  49  (revised)  of  the  Treas- 
ury Department  reads  in  part  as  follows:  "If  any  taxable  charge, 
as  defined  in  these  regulations,  be  included  in  the  road  haul, 
water  haul,  or  road-and-water  haul  charge  applying  to  any  ship- 
ment, the  tax  applies  to  and  shall  be  collected  on  the  total 
amount  colletced,  and  no  separate  or  additional  tax  shall  be 
collected  on  the  taxable  amounts  included  therein." 

However,  assuming  that  the  switching  charge  absorbed  by 
the  line-haul  carrier  represents  the  proportion  of  the  through 
rate  from  the  haul  within  the  United  States,  under  the  provi- 
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MOILS  of  article  37  of  the  above  referred  to  regulation,  the 
transpoi -iai  ion  lax  must  be  paid  upon  such  proportion  or  divi- 
sion of  i  In'  I  In ough  rate. 

As  the  absorption  by  one  carrier  of  the  switching  charge 

of  annthiT  currier  has  the  effect  of  estublising  a  joint  through 

rail,  tin-  switching  charge  in  question  niiiy,  we  believe,  proi»il> 

be  regarded  as  the  division  of  the  through  rate  so  established. 

Connecting  Line — Liability  of 

Arkansas-Texas. — Question:  I  have  noted  your  answer  to 
"Ohio"  respecting  nubility  of  a  connecting  line  for  loss  and 
damage  to  an  interstate  shipment  of  freight  at  page  1162  01 
your  May  28  issue  of  The  Trailic  World,  and  call  your  attention 
to  the  case  of  Henderson  vs.  Kansas  City  Southern  Kailwa> 
>  ompany,  85  Southern,  page  625,  by  the  Supreme  Court  of  Lou- 
isiana, in  which  it  is  held:  "The  common  law  rule  that  a  de- 
inering  carrier  of  an  interstate  shipment  shall  be  liable  for 
injury  to  freight  delivered  in  a  damaged  condition  on  proof 
merely  that  the  goods  were  delivered  to  the  initial  carrier,  an- 
other railroad  in  another  state,  in  good  condition,  and  withoui 
proof  that  the  damage  or  injury  occurred  on  the  line  of  the 
delivering  carrier  has  been  superseded  by  the  Carmack  amend- 
ment." 

The  court  in  this  case  further  held:  "The  defendant  in  this 
case  cannot  be  held  liable  on  a  presumption  of  law,  or  without 
proof  as  a  fact  that  the  damage  occurred  while  the  freight  was 
in  its  possession."  , 

The  Louisiana  Supreme  Court  cites  as  authority  for  its"holdJ- 
ing,  Charleston  &  Western  Carolina  Railway  Company  vs  Varn- 
ville  Furniture  Company,  237  U.  S.  597,  by  the  Supreme  Court 
of  the  United  States,  reported  in  59  L.  Ed.  1137. 

In  your  answer  to  "Ohio"  you  state  that  if  the  destination 
line  or  the  intermediate  line  is  sued  and  the  plaintiff  shows  that 
goods  were  delivered  in  good  condition  to  the  initial  carrier  the 
plaintiff  may  rely  upon  the  legal  presumption  that  the  goods 
were  delivered  in  like  condition  to  the  defendant.  This  is  con- 
trary to  the  holding  of  the  Louisiana  Supreme  Court  above 
cited.  Do  you  think  the  ruling  of  that  court  is  sound? 

Answer:  The  question  presented  in  the  case  of  Charleston 
&  Western  Carolina  Ry.  Co.  vs.  Varnville  Furniture  Co.,  237 
U.  S.  597,  was  the  validity  of  the  state  statute  imposing  a  penalty 
upon  a  terminal  carrier  for  the  failure  to  pay  freight  claims 
within  40  days  or  to  inform  the  notifying  party  within  40  days 
when  and  by  which  carrier  the  property  was  damaged,  it  being 
held  that,  as  it  imposed  a  penalty  upon  a  terminal  carrier  for 
loss  on  roads  in  other  jurisdictions  and  increased  its  liability 
by  a  fine  difficult  to  escape,  it  overlapped  the  federal  act, 
namely,  the  Carmack  amendment,  as  respects  the  subject  grounds 
and  extent  of  liability  and  was  therefore  invalid.  What  was 
said  therein  with  reference  to  presumptions  had  reference  to 
this  state  and  fact  only. 

We  are  therefore  of  the  opinion  that  the  holding  of  the 
court  in  the  case  of  Henderson  vs.  Kansas  City  Southern  Ry., 
85  So.  625,  in  so  far  as  it  is  based  upon  the  Supreme  Court's 
decision,  is  not  sound. 

In  two  recent  cases,  namely,  that  of  Peoples'  Hardware  Co 
vs.  Raleigh  &  C.  R.  Co.,  107  S.  E.  146,  decided  by  the  Supreme 
Court  of  South  Carolina,  April  21,  1921,  and  in  the  case  of  Rem- 
ington vs.  Barrett,  188  N.  Y.  S.  174,  decided  April  11,  1921,  the 
general  rule,  as  stated  in  our  answer  to  "Ohio,"  page  1162  of 
the  May  28,  1921,  issue  ot  The  Traffic  World,  is  adhered  to,  and 
no  reference  is  made  to  the  Supreme  Court's  decision  in  the  Varn- 
ville case. 

Perishable  Goods — Liability  of  Carrier  when  Shipper  Elects  to 
Ship  Under  "Shippers'  Protective"  Service 

Illinois. — Question:  A  shipper  from  a  territory,  from  which 
Perishable  Protective  Tariff  No.  1  provides  for  shipment  of 
perishables  either  under  Carriers'  Protective  Service  or  Ship- 
pers' Protective  Service,  orders  a  car  for  loading  of  apples  for 
shipment  under  Carrier's  Protective  Service. 

Suitable  car  is  furnished  by  the  carriers  and  loadins  is 
started  by  the  shipper.  During  the  process  of  loading  an  author- 
ized inspector  for  the  carrier  inspects  the  apples  to  determine 
their  conditions,  etc.  This  inspector  informs  the  shipper  that 
the  shipment  is  not  loaded  in  such  a  manner  as  would  permit  of 
its  protection  by  heater  service.  He  insists  that  before  car  could 
be  accepted  for  shipment,  it  would  be  necessary  that  the  lading 
be  rearranged,  i.  e.,  boxes  stacked  six  wide  in  the  car,  instead 
of  seven  wide.  As  the  car  was  more  than  one-half  loaded  at 
the  time  of  this  very  singular  request,  the  shipper  did  not  care 
to  go  to  the  expense,  which  would  have  been  heavy,  of  unload* 
ing  and  reloading  the  car. 

The  carriers'  inspector  thereupon  insisted  that  car  be  shipped 
under  Shippers'  Protective  Service,  and  that  the  shipper  re- 
quest for  car  for  loading  be  changed  from  Carriers'  Protective 
Service  to  Shippers'  Protective  Service.  Apparently  the  shipper 
was  not  aware  of  his  rights  in  the  premises  and  acted  in  ac- 
cordance with  these  instructions.  It  is  to  be  borne  in  mind 
that  this  car  was  equipped  with  a  false  floor,  which  equipment 
is  essential  to  handling  apples  under  heater  service.  Perishable 
Protective  Tariff  No.  1  provides  that  in  the  event  shipments 
move  under  Shippers'  Protective  Service,  shippers  are  to  assume 


the  expense  of  furnishing  such  false  floor.    In  this  cage  the  ship- 
per WHS  not  assessed  for  the  cost  of  this  false  floor. 

Shipment  moved  to  del  (nation  under  Shippers'  Protective 
Service.  AH  there  was  no  messenger  with  the  car,  It  Is  evident 
that  no  effort  was  made  by  the  carriers  to  protect  the  shipment 
either  by  heater  or  by  opening  of  the  hatches  while  In  transit. 
The  car  arrived  at  destination  with  the  hatches  closed,  and 
plugs  in,  and  the  apples  In  a  badly  cooked  condition. 

Inasmuch  as  paragraph  F,  rule  515,  on  page  523  of  Perishable 
Protective  Tariff  No.  1  provides  that  In  the  event  shipments 
are  not  loaded  in  such  a  manner  as  to  permit  protection  by 
heater  service,  that  load  is  to  be  transferred  or  rearranged  and 
a  charge  of  $5  made  for  this  service,  it  is  our  contention  that 
the  carriers  were  not  Justified  in  taking  action  which  they  did 
and  that  they  are  legally  liable  for  the  loss  occasioned  by  the 
damaged  condition  of  the  apples.  Kindly  advise  if  we  are  cor- 
rect in  our  "contention. 

Answer:  Inasmuch  as  the  shipper  elected  to  ship  under 
"Shippers'  Protective  Service,"  which  service  contemplates  a 
caretaker,  furnished  by  the  shipper,  accompanying  the  shipment, 
we  are  of  the  opinion  that  no  liability  exists  on  the  part  of  the 
carrier  for  the  damage  which  resulted  from  the  plugs  remaining 
closed  during  the  time  the  car  was  in  transit. 

Under  item  80,  the  shipper  is  required  to  state  what  class 
of  service  he  desires  and  had  he  elected  to  ship  under  ventila- 
tion and  furnished  instructions  as  to  the  manner  in  which  the 
plugs  were  to  be  used,  the  carrier  would  have  been  liable  for 
failing  to  comply  with  the  shipper's  instructions. 

Export  Shipments — Liability  of  Carrier  for  Delivery  at  Port 

New  York. — Question:  Referring  to  your  answer  to  "Michi- 
gan" rgarding  liability  of  carrier  as  warehouseman,  in  which 
you  state  as  follows:  "In  the  absence  of  negligence  on  its  part 
the  carrier  is  not  liable  for  damage  caused  to  the  goods  by 
storm  or  for  their  loss  by  theft  or  fire." 

It  is  our  understanding  that  the  above  would  not  apply  to 
material  stored  in  transit.  For  instance,  shipments  on  export 
bills  of  lading  stored  in  the  railroad  terminal  awaiting  lighterage 
instructions  would  not  have  to  be  covered  by  insurance,  as  the 
railroad  is  responsible  up  to  the  delivery  to  the  steamer,  or 
until  material  is  placed  in  public  warehouse.  Is  this  not  correct? 

Answer:  Inasmuch  as  a  through  export  bill  of  lading  is  not 
a  joint  contract  for  through  transportation  from  the  inland 
point  in  this  country  to  the  foreign  destination,  and  the  act  to 
regulate  commerce  does  not  impose  upon  the  carriers  subject 
thereto  any  obligation  to  issue  such  a  bill  of  lading,  property 
moving  thereunder  which  arrives  at  the  port  which  is  not  re- 
moved within  the  free  time  allowed  by  tariffs  lawfully  on  file,  is 
held  at  the  port  by  the  carrier  subject  to  the  carrier's  responsi- 
bility as  a  warehouseman  only. 

Routing — Duty  of  Carrier  to  Forward  Via  Intrastate  Route  if 
Lower  than  by  Interstate  Route 

Indiana. — Question:  During  September,  1920,  we  received 
five  cars  of  coal  from  Fort  Branch,  Ind.,  two  cars  being  routed 
C.  &  E.  I.,  Hoopeston,  L.  E.  &  W.,  by  shipper,  and  the  other 
three  C.  &  E.  I.-L.  E.  &  W.  We  paid  the  increased  rate  on 
these  shipments,  but  later  filed  claim  for  overcharges,  having 
in  mind  that  the  suspension  of  the  Indiana  state  rate  would 
entitle  us  to  a  rebate.  However,  the  railroad  declined  these 
claims,  the  first  two  being  declined,  due  to  the  fact  that  routing 
via  Hoopeston  would  make  this  an  interstate  shipment,  and  they 
contend  that,  inasmuch  as  no  junction  point  was  mentioned  on 
the  bills  of  lading  for  the  other  three  cars,  that  they  were 
obliged  to  move  them  via  Hoopeston,  III.,  and  refer  us  to  C.  & 
E.  I.  Routing  Circular  No.  1,  applicable  in  conjunction  with 
Agent  Kelly's  Tariff  No.  214,  I.  C.  C.  No.  749,  which  publication 
provides  that  shipments  of  coal  must  move  via  Hoopeston,  when 
consigned  to  points  on  L.  E.  &  W.  R.  R.  They  admit  that  the 
above  circular  had  been  suspended  on  Indiana  state  traffic,  but 
claim  that  routing  still  dominates  in  the  restoration  of  C.  &  E.  I. 
Tariff  No.  1200-G,  I.  C.  C.  No.  552. 

Fort  Branch,  Ind.,  is  on  the  main  line  of  the  C.  &  E.  I. 
south  of  Terre  Haute,  Ind.,  and  were  the  tonnage  to  move  via 
the  Oxford,  Ind.,  route,  they  claim  it  would  be  necessary  for 
the  C.  &  E.  I.  to  back  haul  such  traffic  from  their  junction  with 
their  Brazil  branch  at  Otter  Creek  Junction,  Ind.,  to  Brazil,  Ind., 
which  route,  they  claim,  is  not  a  workable  one.  Is  the  conten- 
tion of  the  railroad  correct? 

Answer:  In  so  far  as  the  two  cars  which  were  routed  via 
Hoopeston  by  the  shipper  are  concerned,  there  is  no  doubt  but 
what  the  interstate  rate  must  be  applied  on  these  cars. 

With  respect  to  the  three  cars  which  were  unrouted  so  far 
as  the  junction  point  was  concerned,  inasmuch  as  the  routing 
circular  of  the  initial  line  is  not  on  file  with  the  Interstate  Com- 
merce Commission,  it  does  not  govern  the  rates  published  in 
W.  J.  Kelly's  I.  C.  C.  749.  When  shipments  are  delivered  to 
the  carrier  unrouted,  it  is  the  duty  of  the  carrier  to  forward 
such  shipment  via  the  cheapest  available  route,  whether  inter- 
state or  intrastate.  See  Lothrop  Lumber  Co.  vs.  A.  G.  S.  R.  R., 
27  I.  C.  C.  250,  and  Aetna  Explosives  Co.  vs.  Pa.  R.  R.  Co.,  51 
I.  C.  C.  615.  As  to  whether  the  carrier  in  the  instant  case  is 
liable  for  misroute  in  routing  the  three,  cars  referred  to  above 
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depends  upon  whether  or  not  the  intrastate  route  via  which 
the  shipments  could  have  moved  was  reasonable  and  practicable, 
which  is  a  matter  for  the  Interstate  Commerce  Commission  to 
determine.  See  the  case  of  McCaull-Dinsmore  Co.  vs.  Great 
Northern  Ry.  Co.,  47  I.  C.  C.  581. 

Transportation  of  Waste  Material 

Ohio. — Question:  During  the  years  1919  and  1920  a  large 
amount  of  cinders  were  taken  over  by  this  company  from  the 
Cleveland  Electric  Illuminating  Company  for  disposal.  It  was 
impossible  for  us  at  times  to  dispose  of  the  cinders  to  any 
advantage,  therefore  it  was  necessary  for  us  to  turn  the  cinders 
over  to  the  carriers  for  wasting  purposes. 

In  regard  to  the  wasting  our  contention  is  that  wasting  is 
nothing  more  than  material  wasted  where  no  one  receives  any 
material  benefit  from  same,  and  inasmuch  as  the  carriers  pub- 
lish a  tariff  of  25c  per  ton  on  wasting  material,  our  contention 
is  that  this  should  not  apply  on  the  wasting  whereby  the  car- 
riers disposed  of  them  for  their  own  use,  in  order  to  improve 
their  roadbeds,  etc. 

Another  matter  has  come  up  as  to  the  war  tax  on  the  wast- 
ing charge.  Our  contention  is  that  wasting  charge  is  not  a 
transportation  charge,  and  no  war  tax  should  be  assessed.  There 
is  a  large  amount  of  cars  wasted  by  the  various  carriers  in  the 
city  and  a  large  amount  of  money  involved,  and  they  have  as- 
sessed war  tax  on  all  the  cars  wasted  by  them.  Kindly  advise 
us  fully  in  regard  to  this  matter. 

Answer:  It  is  our  opinion  that  the  rate  of  25c  per  net  ton 
as  published  in  W.  J.  Kelly's  I.  C.  C.  No.  770,  in  effect  during 
the  time  shipments  moved,  which  has  since  been  increased  to 
69c  per  ton,  assessed  by  the  carriers  for  wasting  certain  ma- 
terials at  points  on  their  lines,  is  a  transportation  charge  which 
may  properly  be  collected  for  the  service  performed  and  on 
which  it  is  proper  to  assess  a  war  tax. 

Duty  of  Shipper  to  Inspect  Car  Before  Loading 

Washington. — Question:  I  note  in  your  issue  of  April  30, 
on  page  936,  in  reply  to  "Pennsylvania,"  that  you  state  the  In- 
terstate Commerce  Commission  holds  to  the  view  that  although 
the  obligation  of  the  carrier  is  to  promptly  furnish  a  suitable 
car,  yet  it  is  not  unreasonable  to  expect  the  shipper  to  inspect 
and  to  sweep  a  car,  or  to  do  a  reasonable  amount  of  cleaning 
or  to  make  some  minor  and  inexpensive  repairs  to  prepare  the 
car  for  loading. 

We  have  an  action  pending  in  which  it  is  claimed  that  stock 
moved  as  emigrant  movables  in  a  box  car  were  poisoned  by 
concentrates  left  in  the  car  after  it  had  been  used  for  the  carry- 
ing of  ore.  The  inspection  of  the  car  made  by  the  smelter 
people  and  by  the  agents  of  the  railway  company  did  not  dis- 
close any  poison.  The  shipper  selected  his  own  car  in  the  yards. 
Will  you  kindly  give  me  reference  to  the  holdings  of  the  Inter- 
state Commerce  Commission  referred  to,  also  your  views  upon 
this  question? 

Answer:  The  opinion  of  the  Interstate  Commerce  Commis- 
sion to  which  reference  is  made  in  our  reply  to  "Pennsylvania" 
on  page  936  of  the  April  30  issue  of  The  Traffic  World,  is  Docket 
7029,  National  Council  of  Farmers  Co-operative  Association  vs 
C.  B.  &  Q.  R.  R.  et  al.,  34  I.  C.  C.  60. 

It  is  the  primary  duty  of  the  common  carrier  to  furnish 
vehicles  suitable  in  every  respect  for  the  safe  transportation 
of  the  various  kinds  of  property  which  are  usually  carried  by  it 
and  there  are  decisions  of  various  states  and  federal  courts  to 
the  effect  that  any  failure  to  observe  its  duty  in  this  regard 
will  render  the  carrier  liable  for  loss  or  injury  caused  thereby. 
State  vs.  Great  Northern  Ry.,  43  Wash.  658,  86  Pac.  1056;  Cleve- 
land, etc.,  R.  Co.  vs.  Louisville  Tin,  etc.,  Co.,  Ill  S.  W.  358  (Ky.). 

With  respect  to  the  transportation  of  live  stock,  also  emi- 
grant outfits  containing  live  stock,  it  will  be  observed  that  the 
Uniform  Live  Stock  Contract  which  is  required  to  be  executed 
by  the  shipper  in  making  carload  shipments  of  live  stock  or 
shipping  emigrant  outfits  containing  live  stock,  contains  a  pro- 
vision, namely,  section  6  thereof,  which  states  that  the  shipper 
shall  inspect  the  body  of  the  car  or  cars  in  which  said  live 
stock  is  to  be  transported  and  satisfy  himself  that  they  are 
sufficiently  safe,  and  in  proper  order  and  condition,  and  no  car- 
rier shall  be  liable  on  account  of  any  loss  of  or  injury  to  said 
live  stock  accruing  by  reason  of  any  insufficiency  in  or  defective 
condition  of  the  body  of  said  car  or  cars,  which  reasonably  could 
have  been  discovered  by  the  shipper 

We  do  not  locate  any  decisions  of  the  state  of  Washington  or 
Idaho  which  pass  directly  on  the  question  of  whether  this  provi- 
vision  of  the  bill  of  lading  is  binding  upon  the  shipper,  although 
in  the  case  of  Shay  vs.  Union  Pac.  Co.,  153  Pac.  31  (Utah), 
the  court  is  apparently  of  the  opinion  that  such  a  provision  is 
valid,  although  not  where,  as  in  that  case,  the  carrier's  subse- 
quent negligence  contributed  to  the  damage.  However,  there 
are  decisions  in  other  states,  notably  the  state  of  Texas,  which 
hold  that  a  carrier  undertaking  to  carry  live  stock  must  furnish 
the  shipper  a  suitable  car  for  that  purpose,  and  a  failure  to  do 
so  is  negligence,  and  since  a  carrier  cannot  by  contract  relieve 
itself  of  liability  for  damages,  proximately  caused  by  its  neg- 
ligence, it  is  liable  to  a  shipper  for  damages  resulting  from  its 
failure  to  provide  a  suitable  car  notwithstanding  a  stipulation 


to  the  contrary  in  the  contract  of  shipment.  See  Trout  &  New- 
berry  vs.  G.  C.  &  S.  P.  Ry.,  Ill  S.  W.  220;  So.  Kan.  Ry.  Co.  of 
Texas  vs.  Hughey,  182  S.  W.  361;  G.  C.  &  S.  P.  Ry.  vs.  Boger, 
169  S.  W.  1095;  Tex.  Central  vs.  McCall,  166  S.  W.  925.  The 
Trout  &  Newberry  case  referred  to  above  covered  an  interstate 
shipment,  but  the  other  cases  covered  intrastate  shipments.  To 
the  same  effect  is  the  decision  in  the  case  of  L.  E.  &  W.  Co. 
vs.  Holland,  69  N.  E.  138  (Ind.). 

Therefore  it  may  be  said  that  in  general  the  decisions  of 
the  courts  are  to  the  effect  that  a  carrier  may  not  place  the 
burden  of  selecting  a  suitable  car  upon  the  shipper. 

Freight  Charges — Liability  of  Carrier  for 

Minnesota. — Question:  During  August,  1918,  we  shipped  a 
carload  of  potatoes  from  Minnesota  to  a  point  in  Missouri,  and 
while  this  was  sold  on  what  is  termed  as  a  cash  f.  o.  b.  basis,  we 
billed  car  according  with  his  instructions,  showing  ourselves 
as  the  shipper  on  a  straight  form  bill  of  lading,  and  the  pur- 
chaser as  the  consignee;  en  route  the  car  was  diverted  to  an- 
other station,  and  it  is  apparent  that  delivery  was  ma-de  by 
the  railroad  company  without  collecting  the  charges,  as  they 
are  now  calling  on  us  for  remittance,  stating  that  we  were  the 
original  shippers  and  are  legally  responsible  for  the  freight 
charges.  May  we  have  your  report  and  advice  in  this  matter? 

Answer:  Inasmuch  as  the  consignor  is  the  party  with  whom 
the  contract  of  shipment  is  entered  into,  he  is  primarily  liable 
for  the  payment  of  the  freight  charges,  whether  he  is  the  owner 
of  the  goods  or  not.  Therefore,  while  it  has  been  held  in  sev- 
eral cases  that  if  the  freight  charges  could  have  been  collected 
from  the  consignee  the  consignor  is  not  liable  therefor,  the 
weight  of  authority  is  to  the  effect  that  even  though  the  goods 
are  delivered  by  the  carrier  without  collecting  its  freight  charges 
from  the  consignee,  the  consignor  is  liable  therefor,  and  this  is 
particularly  true  in  the  event  of  the  insolvency  of  the  consignee. 

Household  Goods — Liability  of  Carrier  for  Damages  Thereto 

Canada. — Question:  A  party  makes  a  shipment  of  house- 
hold goods  from  Chicago  to  a  point  in  Ontario,  released  to  the 
value  of  $10  per  hundred  pounds.  On  arrival  of  the  shipment 
a  quantity  weighing  1,575  pounds  is  damaged  and  railway  in- 
spector asked  the  consignee  to  have  the  goods  repaired  and  enter 
claim. 

The  cost  of  the  repair  is  considerably  less  than  the  weight 
of  the  damaged  portion  at  ten  cents  a  pound.  Could  the  carrier 
refuse  to  pay  on  the  basis  of  1,575  pounds,  and  can  you  quote 
any  court  cases  on  this  point? 

Answer:  Where  household  goods  in  use  are  injured  in 
transportation,  the  measure  of  damages  is  the  difference  in  their 
value  to  the  owner  just  prior  to  and  subsequent  to  the  injury. 
A.  T.  &  S.  F.  vs.  Smythe,  119  S.  W.  892;  Benedict  vs.  C.  R.  I. 
&  P.,  91  S.  W.  811;  Express  Co.  vs.  Williams,  71  S.  W.  314. 

In  the  event  goods  which  have  been  released  to  a  value  of 
$10  are  injured  and  repaired  by  the  carrier,  it  is  our  opinion 
that,  unless  they  have  been  restored  to  their  value  before  injury, 
the  shipper  would  be  entitled  to  the  difference  between  their 
value  as  repaired  and  their  value  before  being  injured,  subject 
to  a  maximum  valuation  of  $10  per  100  pounds.  We  cannot, 
however,  cite  you  to  a  case  which  so  holds. 

Damages — Measure  of 

Minnesota. — Question:  In  your  issues  of  July  10,  1920,  page 
96,  "Washington";  August  21,  page  357,  "Texas"  and  "Colorado"; 
September  11,  page  496,  "Texas,"  and  November  6,  page  861, 
"Illinois,"  in  the  discussion  of  the  liability  of  carriers  under 
the  McCaull-Dinsmore  United  States  Supreme  Court  decision, 
it  appears  to  us  that  you  agree  that  the  actual  loss  caused  by 
the  breach  of  a  contract  is  the  loss  of  what  the  contractee 
would  have  had  if  the  contract  had  been  performed  and  that 
the  carrier  is  liable  for  this  full  actual  loss. 

In  your  answer  to  "Utah"  on  page  1044,  May  14,  1921,  issue, 
you  appear  to  us  to  make  a  reply  in  direct  conflict  with  your 
previous  answers  and  in  doing  so,  quote  some  court  decisions 
which  we  believe  were  made  previous  to  the  United  States 
Supreme  Court  decision  in  the  McCaull-Dinsmore  case,  or  that 
conflicts  with  same  and  would  be  overruled  by  it. 

We  will  quote  a  concrete  case  and  request  your  opinion 
as  to  carriers'  measure  of  liability.  On  May  15,  1921,  we  sold 
to  X,  f.  o.  b.  Chicago,  5,000  bushels  of  wheat  (that  is,  we  were  to 
pay  the  freight  and  deliver  the  wheat  at  Chicago  based  on 
Chicago  Board  of  Trade  weights).  We  load  the  5,000  bushels  of 
wheat  at  Minneapolis  based  on  Minneapolis  state  weights  and 
get  a  clear  receipt  from  carriers  for  same,  but  on  arrival  at 
Chicago  there  was  about  50  bushels  short  and  some  of  the  cars 
may  have  been  leaking.  The  actual  loss  to  us  (the  contractee) 
is  $1.50  per  bushel,  as  if  the  carrier  had  delivered  the  full  5,000 
bushel  we  would  have  been  paid  for  that  amount  $1.50.  How- 
ever, by  the  time  wheat  reached  Chicago,  the  selling  or  market 
price  for  this  particular  grade  of  wheat  had  dropped  to  $1.25 
at  Chicago  in  carload  lots.  It  is  very  evident  that  we  could 
not  go  to  Chicago  and  purchase  50  bushels  of  wheat  and  deliver 
it  to  buyer  at  $1.25  per  bushel  to  replace  the  50  bushels  lost  by 
carrier.  Therefore,  we  contend  that  under  this  McCaull-Dins- 
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more  decision  we  are  entitled  to  be  paid  by  carrier  $1.60  per 
buBhol,  or  our  full  actual  loss  less  the  unpaid  freight  charges. 

\n  \\ri-:  The  shipment  which  resulted  in  the  McCaull-Dins- 
mon>  decision  was  not  a  shipment  made  to  a  purchaser  for  a 
lixrd  price,  and  therefore  what  the  Supreme  Court  said  in  that 
case  has  particular  reference  to  the  circumstances  under  which 
that,  particular  shipment  was  made,  and  a  statement  to  that 
effect  is  made  therein.  It  is  true  the  Supreme  Court  does  make 
the  statement  that  the  rule  of  the  common  law  is  not  arbitrary 
Hal  and  that  the  actual  loss  caused  by  a  breach  of  a  contract 
is  the  loss  of  what  the  contractee  would  have  had  if  the  con- 
tract had  been  performed,  but  the  further  statement  is  made 
that,  if  the  price  of  wheat  had  gone  down  the  carrier  might 
have  had  to  pay  more  under  a  contract  which  specified  that 

value  at  point  of  origin  at  the  time  and  place  of  shipment 
was  the  measure  of  damages,  than  by  the  common  law  rule. 
Therefore,  as  to  shipments  which  are  not  made  to  a  purchaser 
for  a  fixed  price,  the  common  law  rule  which  fixes  the  measure 
of  damages  as  the  market  value  of  the  goods  at  the  time  of 
arrival  or  at  the  time  they  should  have  arrived  in  the  usual 
course  of  transportation,  is  in  all  cases  applicable,  regardless 
of  whether  the  value  at  destination  is  greater  or  less  at  the 
time  of  the  arrival  of  the  goods,  or  at  the  time  they  should 
have  arrived  than  it  is  at  the  point  of  origin  on  the  date  of 
shipment. 

As  to  whether  this  same  rule  applies  in  the  case  of  goods 
which  have  been  sold  to  a  purchaser  for  a  fixed  price  is  a 
matter  which,  so  far  as  we  can  determine,  has  not  received 
the  attention  of  the  courts  in  any  great  number  of  cases.  Where 
the  courts  have  had  the  question  specifically  before  them  they 
have  treated  it  as  one  of  special  damages,  and  have  held  that 
where  there  was  no  proof  in  the  record  to  show  that  the  plaintiff 
gave  notice  to  the  carrier  of  his  contract  with  the  purchaser 
for  a  fixed  price,  he  is  not  entitled  to  recover  special  damages, 
and  the  measure  of  his  recovery  must  be  limited  to  the  differ- 
ence in  the  market  value  on  account  of  depreciation  caused  by, 
the  injury,  although,  if  he  had  given  notice  of  the  contract  with 
the  purchaser,  he  would  have  been  entitled  to  recover  the  dif- 
ference between  the  price  specified  in  such  contract  and  the  mar- 
ket value  of  the  goods  in  their  injured  condition.  This  was 
the  holding  of  the  court  in  Gibson  vs.  Inmann  Packing  Co., 
146  S.  W.  280,  in  which  case  the  cases  of  St.  L.  S.  W.  Ry.  Co. 
vs.  Phoenix  Cotton  Oil  Co.,  88  Ark.  594,  115  S.  W.  393,  and 
St.  L.  I.  M.  &  S.  R.  R.  Co.  vs.  Cumbie,  101  Ark.  172,  141  S.  W. 
939,  were  cited. 

We  are  therefore  of  the  opinion  that  it  is  not  strictly  correct 
to  say  that  the  decision  of  the  Supreme  Court  of  the  United 
States  in  the  McCaull-Dinsmore  case  overrules  the  cases  to 
which  we  have  made  reference  in  our  answer  to  "Utah"  on  pagn 
1044  of  the  May  14,  1921,  issue  of  The  Traffic  World,  for  the 
reason  that  the  Supreme  Court  in  the  McCaull-Dinsmore  case 
did  not  have  before  it  a  case  involving  the  liability  of  a  carrier 
for  loss  or  damage  to  goods  shipped  to  a  purchaser,  in  com- 
pliance with  a  contract  calling  for  the  delivery  of  goods  at 
destination  at  a  fixed  price,  and  the  statements  made  by  the 
court  in  that  case  as  to  the  general  measure  of  damages  must 
be  limited  to  the  facts  of  the  case  under  consideration. 


PARCEL  POST  LOSS  AND  DAMAGE 

The  Post  Office  Department  has  issued  the  following  state- 
ment relative  to  loss  and  damage  claims  on  insured  parcel  post 
shipments: 

The  new  third  assistant  postmaster  genera],  W.  Irvins  Glover,  has 
t:ikcn  definite  steps  to  clear  up  the  very  serious  arrearage  in  the 

nents  of  indemnity  for  loss  and  damage  of  insured  parcel  post, 
concerning  which  so  much  complaint  by  the  public  has  been  made  for 
a  year  or  more.  An  appropriation  for  the  employment  of  additional 
temporary  assistance  has  been  obtained  and  it  is  expected  that  this 
arrearage  will  be  cleared  up  in  the  next  sixty  or  ninety  days. 

There  was  a  tremendous  increase  in  parcel  post  business  in  the 
early  part  of  last  year  following  the  railroad  strike  and  the  conse- 
quent embargoes  on  freight  and  express,  and  this  brought  about  a 
correspondingly  larger  number  of  losses  and  damages  to  parcels,  with 
a  depleted  force  of  employes  to  handle  the  claims. 

The  principal  cause  of  delay  in  adjustment  of  the  claims  at  the 
present  time  is.  the  failure  of  postmasters  to  complete  the  claims  and 
forward  them  promptly  to  the  department.  This  is  particularly  true 
in  cases  of  postmasters  at  the  smaller  offices.  Instructions  are  being 
sent  to  all  postmasters  to  give  immediate  attention  to  the  forward- 
ing of  these  claims  to  the  department. 


WASHINGTON  AND  LINCOLNTON  STOCK 
The  Washington  &  Lincolnton  Railroad  Company  of  Geor- 
gia has  been  authorized  by  the  Commission  to  issue  and  sell  at 
par  $100,000  of  7  per  cent  cumulative  preferred  capital  stock, 
the  proceeds  to  be  used  for  the  construction,  equipment  and  re- 
habilitation of  the  company's  railroad.  The  company  also  was 
authorized  to  issue  three  short-term  promissory  notes  in  the 
aggregate  amount  of  $13,000  in  connection  with  the  procurement 
of  a  locomotive.  ' 
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LOSS  OF  OR   INJURY  TO  GOODS 
Liability  of  Terminal  Carrier  for  Injuries  to  Shipment: 

(Appellate  Court  of  Indiana,  Dlv.  No.  1.)  Consignee  of  inter- 
state shipment  which  was  damaged  in  transit  may  prosecute  an 
action  at  common  law  against  the  terminal  carrier  and  elect  not 
to  sue  under  the  Carmack  amendment  to  the  interstate  com- 
merce act  (U.  S.  Comp.  St.,  pp.  8604a,  8604aa).— Pittsburgh,  C., 
C.  &  St.  L.  R.  Co.  vs.  Larosa,  131  N.  E.  Rept.  22. 

In  an  action  at  common  law  against  terminal  carrier  by 
consignee  of  interstate  shipment  injured  in  transit,  all  presump- 
tions that  existed  in  favor  of  a  plaintiff  in  such  an  action  prior 
to  the  passage  of  the  Carmack  amendment  to  the  interstate  com- 
merce act  (U.  S.  Comp.  St.,  pp.  8604a,  8604aa)  were  available 
to  the  consignee,  as  said  amendment  did  not  change  the  rules 
relating  to  the  "practice,  procedure,  or  evidence"  in  common-law 
actions  arising  from  interstate  shipments. — Ibid. 

Where  consignee  of  interstate  shipment  elects  to  prosecute 
an  action  at  common  law  against  the  terminal  carrier,  he  must 
establish  by  a  preponderance  of  the  evidence  that  the  shipment 
was  damaged  while  in  the  possession  of  the  terminal  carrier  for 
transportation  and  delivery  and  the  amount  of  such  damages, 
and  it  is  not  sufficient  to  show  that  the  shipment  was  damaged 
when  delivered  at  destination,  as  it  must  be  shown  what  the 
condition  of  the  shipment  was.  when  received  by  the  terminal 
carrier. — Ibid. 

The  mere  fact  that  goods  were  received  by  a  terminal  carrier 
for  shipment  is  not  sufficient  to  create  a  presumption  that  such 
goods  were  in  good  condition  when  so  received. — Ibid. 

Where  freight  is  received  by  initial  carrier  in  good  condi- 
tion and  is  delivered  by  the  terminal  carrier  in  a  damaged  con- 
dition, the  presumption  arises,  the  contrary  not  appearing,  that 
such  freight  was  delivered  to  such  terminal  carrier  in  the  same 
condition  as  when  received  by  the  initial  carrier,  by  reason  of 
which  presumption  the  burden  is  cast  on  such  terminal  carrier  to 
show  that  the  freight  was  not  injured  while  in  its  possession, 
but  this  presumption  does  not  exist,  and  there  is  no  burden  on 
terminal  carrier  in  the  absence  of  proof  that  the  freight  was  in 
good  condition  when  delivered  to  the  initial  carrier. — Ibid. 
Interstate  Carrier  Cannot  Estop  Itself  to  Assert  Requirement  of 

Bill    of    Lading  that   Claim    for    Loss    Be    Filed   Within    Six 

Months: 

(Court  of  Appeals  of  Maryland.)  A  carrier  engaged  in  in- 
terstate transportation  cannot  waive  the  provisions  of  a  bill  of 
lading  or  by  its  misconduct  give  the  shipper  the  right  to  ignore 
them,  and  hence  cannot  estop  itself  from  asserting  a  provision 
requiring  claim  for  compensation  for  loss  of  goods  to  be  filed 
within  six  months  after  reasonable  time  for  delivery. — Bronstein 
et  al.  vs.  Payne,  Director-General  of  Railroads,  113  Atlantic  Rept. 
648. 

State   Courts   Absolutely    Bound    by    Decisions   of   United   States 

Supreme  Court  on  Federal   Matters: 

Decisions  of  United  States  Supreme  Court  on  federal  inter- 
state commerce  questions  are  absolutely  binding  upon  the  various 
state  courts  and  must  be  followed. — Ibid. 

Letter  Asking  for  Tracing  of  Goods   Not  a  Claim  for  Loss   Re- 
quired to  Be  Filed  in  Six  Months: 

Under  a  bill  of  lading  requiring  claim  for  compensation  for 
lost  goods  to  be  filed  within  six  months  after  reasonable  time 
for  delivery,  shipper's  letter  asking  carrier  to  trace  lost  goods 
does  not  constitute  a  written  claim  for  payment  therefor  which 
would  support  an  action  against  the  carrier. — Ibid. 
Carrier  May  Contract  to  Carry  Articles  Though  No  Tariff  Rate 

Filed  and  Is  Liable  for  Loss  Thereof: 

(Supreme  Court  of  Mississippi,  Division  B.)  Under  section 
184  of  the  state  constitution  of  1890,  and  under  section  4839, 
Code  of  1906  (section  7624,  Hemingway's  Code),  railroads  are 
common  carriers  and  public  highways  over  which  persons  have 
a  right  to  ship  articles  not  dangerous  to  persons  or  other  prop- 
erty, and  a  railroad  may  contract  to  carry  articles,  though  it 
has  filed  no  tariff  rate  with  the  state  commission,  and  where  It 
accepts  jewelry  and  other  articles  of  special  value  it  is  liable 
for  their  loss  resulting  from  dishonesty  or  negligence  of  its 
employes.— Illinois  Central  R.  Co.  vs.  King,  88  Sou.  Rept.  322. 
Agent's  Failure  to  Specify  All  Articles  in  Bill  of  Lading  Waiver 

of  Nonability  Clause: 

Where  a  shipper  carries  articles  of  freight  to  a  freight  agent 
of  a  railroad  company  in  charge  of  its  business,  and  discloses 
the  nature  and  value  of  the  articles  to  be  shipped  by  freight,  and 
such  agent  writes  only  one  article  in  the  bill  of  lading  when 
the  shipment  contains  many  articles,  the  company  cannot  escape 
responsibility  for  the  negligence  or  dishonesty  of  its  employes 
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because  the  bill  of  lading  contains  a  clause  that  "no  carrier  will 
be  liable  in  any  way  for  any  documents,  specie,  or  for  any  articles 
of   extraordinary   value  not   specifically   rated   in   the  published 
classification  or  tariff,  unless  a  special  agreement  to  do  so  and 
the  stipulated  value  of  the  articles  are  indorsed  hereon."     Where 
the  information  is  furnished  the  agent  in  charge,  and  he  fails 
to  write  the  data  on  the  bill  of  lading,  it  must  be  treated  as 
having  waived  the  provision. — Ibid. 
Negligence  of  Shipper   in   Loading  a  Defense   in  Action   Against 

Terminal  Carrier: 

(Supreme  Court  of  South  Carolina.)  Negligence  of  shipper 
in  loading  goods  to  be  carried  in  interstate  commerce  was  a 
good  defense  in  an  action  against  terminal  carrier  for  damages. 
— M.  C.  Johnson  Motor  Co.  vs.  Payne,  Director-General  of  Rail- 
roads, 107  S.  E.  Kept.  252. 

In  an  action  against  terminal  carrier  for  damage  to  shipment, 
the   defendant   under  a   general   denial   could   have   shown   that 
the  injury  was  not  caused  by  the  defendant,  but  by  the  negli- 
gence of  the  consignor  in  loading  the  shipment. — Ibid. 
Presumption  as  to  Shipper's  Load  Same  as  to  Shipper's  Count: 

The  rule  as  to  shipper's  load  is  the  same  as  shipper's  count, 
and  there  is  prima  facie  presumption  that  goods  loaded  by  ship- 
per in  interstate  commerce  were  as  described  and  were  properly 
loaded.— Ibid. 
Measure  of  Damages  for  Injury  to  Automobiles  in  Transit: 

Where  motor  car  company  shipped  cars  to  themselves,  and 
title  did  not  pass  to  purchaser  until  shipment  arrived  and  draft 
was  paid,  the  rights  of  the  purchaser  as  to  injuries  to  the  car 
while  in  shipment  were  no  different  than  the  rights  of  the  motor 
car  company,  and  it  could  recover  no  more  than  the  motor  car 
company  could  have  recovered  if  it  had  sued,  which  was  what 
purchaser  had  already  agreed  to  pay,  less  the  value  of  the  in- 
jured cars. — Ibid. 

Carrier   Liable   for  Conversion    in   Selling    Freight   After   Having 

Accepted  Diversion  Order  Which  Could  Not  Be  Carried  Out 

Because   of   Existing    Embargo: 

(Kansas  City  Court  of  Appeals,  Missouri.)  In  an  action 
against  a  connecting  carrier  for  conversion  of  a  shipment,  evi- 
dence held  to  show  that  an  order  for  diversion  of  the  shipment 
was  received  and  accepted  by  the  defendant.— Burrel  Collins 
Brokerage  Co.  vs.  Hines,  Director-General,  230  S.  W.  Rept  371 

Where  the  evidence  showed  that  a  railroad  company  re- 
ceived and  accepted  an  order  from  a  consignee  for  the  diversion 
of  a  shipment  of  apples,  and  it  was  undisputed  that  a  connecting 
carrier's  embargo  had  been  in  effect  for  about  a  month,  and  the 
court  charged  in  effect  that  defendant  was  liable,  unless  it  was 
prevented  from  transporting  the  apples  by  an  embargo  placed 
subsequent  to  the  acceptance  of  the  shipment,  and  that  an  em- 
bargo in  existence  for  a  sufficient  length  of  time  for  defendant 
to  know  of  it  was  not  a  defense,  unless  plaintiff  was  notified 
thereof,  the  verdict  for  defendant  was  contrary  to  the  law  as 
laid  down  by  the  court. — Ibid. 

The   jury   cannot   disregard   the   instructions   and   ascertain 
the  law  itself,  and  when  it  fails  to  follow  the  law  as  given  by 
the  court  a  new  trial  should  be  granted. — Ibid. 
Carrier  Liable  in   Damages  for  Delivering   Potatoes  Without  Re- 
quiring  Presentation  of  Delivery  Order: 

(Kansas  City  Court  of  Appeals,  Missouri.)  Testimony  that 
a  letter  was  "mailed"  to  the  addressee  is  equivalent  to  a  state- 
ment that  it  was  properly  addressed,  stamped,  and  deposited 
in  a  proper  place  for  the  receipt  of  mail',  and  raises  a  presump- 
tion that  it  was  received  in  due  course. — J.  L.  Price  Brokerage 
Co.  vs.  Chicago,  R.  I.  &  P.  Ry.  Co.,  230  S.  W.  Rept.  374. 

Evidence  that  a  letter  was  mailed  to  the  addressee  made  a 
question  for  the  jury  as  to  whether  it  was  received,  though  there 
was  evidence  tending  to  show  that  it  was  not  received. — Ibid. 

Where  a  shipper  of  potatoes  to  its  own  order  attached  a 
delivery  order  to  a  draft,  and  notified  the  agent  at  the  point 
of  delivery  to  deliver  them  to  a  named  company  on  presentation 
of  the  delivery  order,  and  released  the  bill  of  lading  to  the  agent 
at  the  shipping  point  in  order  that  delivery  might  be  made  on 
presentation  of  the  order,  delivery  of  the  potatoes  without  such 
order  or  any  authority  from  the  shipper  was  a  violation  of  the 
carrier's  duty. — Ibid. 
Receiver's  Discharge  No  Bar  to  Suit  Against  Company  Assuming 

Obligations: 

Where  an  offer  of  a  railroad  reorganization  committee  made 
to  procure  the  discharge  of  a  receiver  provided  that  the  railroad 
would  assume  all  contracts,  undertakings,  and  commitments  of 
the  receiver  and  the  prosecution  and  defense  of  all  actions,  suits 
of  litigations,  and  a  decree  accepting  such  offer  provided  for  such 
assumption,  a  further  provision  of  the  decree  requiring  claims  to 
be  presented  to  a  special  master  before  a  specified  date,  and  pro- 
viding that  if  not  presented  they  should  be  barred  from  partici- 
pating in  any  of  the  property  of  the  railroad  company,  simply 
barred  such  claims  from  participating  in  the  receivership  estate 
or  being  enforced  against  the  receiver,  and  did  not  prevent  their 
enforcement  against  the  railroad  company. — Ibid. 

An  offer  of  a  railroad  reorganization  committee,  made  to 
procure  the  discharge  of  a  receiver,  and  providing  that  the  rail- 
road should  assume  all  contracts,  undertakings,  and  commit- 


ments of  the  receiver  with  the  right  to  make  any  defenses  which 
the  receiver  could  make,  and  would  assume  the  prosecution  and 
defense  of  all  actions,  suits,  or  litigations,  provided  for  an  as- 
sumption  of  liability  to  third  persons,  and  not  merely  for  in- 
demnity to  the  receiver. — Ibid. 
Evidence  Required  to  Establish  Loss  of  Express  Packages: 

(Supreme  Court,  Appellate  Term,  First  Department.)  In  an 
action  against  an  express  company  for  loss  of  shipments  of 
dressed  poultry,  testimony  of  plaintiff's  son  to  establish  the 
facts  surrounding  the  shipments  was  inadmissible  as  hearsay, 
where,  as  revealed  by  cross-examination,  such  son  was  not  pres- 
ent when  the  poultry  was  packed;  in  fact,  was  on  his  way  to 
Prance  at  the  date  of  one  of  the  shipments. — Turkel  vs.  Ameri- 
can Ry.  Express  Co.,  188  N.  Y.  S.  207. 

In  an  action  against  an  express  company  to  recover  for  the 
loss  of  shipments  of  dressed  poultry,  evidence  held  insufficient 
to  make  out  plaintiff's  case. — Ibid. 

In  actions  against  an  express  company  for  loss  of  shipments, 
the  contents  of  the  packages  and  the  fact  that  they  were  never 
received  by  the   consignee,  must  always  be  established  on  the 
trial  by  competent  testimony. — Ibid. 
Carrier  Liable  for  Damage  to  Other  Freight  Due  to  Negligence 

in    Handling    Explosives: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Compliance  liv 
a  carrier  with  the  regulations  of  the  Interstate  Commerce  Coin- 
mission  in  the  transportation  of  explosives  does  not  relieve  it 
from  its  common-law  duty  to  exercise  such  additional  care  as  is 
required  by  the  circumstances  of  the  particular  case. — Lehigh 
Valley  R.  Co.  vs.  Allied  Machinery  Co.  of  America,  271  Fed 
Rept.  900. 

In  an  action  against  a  railroad  company  for  loss  and  damage 
to  property  in  transit,  alleged  by  plaintiff  to  have  been  due  to 
defendant's  negligence,  and  which  resulted  from  a  fire  originat- 
ing in  cars  containing  explosives,  standing  in  the  same  yard, 
causing  explosions  which  destroyed  and  damaged  plaintiffs 
property,  where  the  cause  of  the  fire  was  in  controversy  on  the 
trial,  the  pleading  in  other  cases,  in  which  defendant  admitted 
that  the  fire  was  due  to  incendiarism,  held  admissible. — Ibid. 

Under  the  Carmack  amendment  to  the  Interstate  commerce 
act  (Comp.  St.  8604a,  8604aa),  providing  that  a  carrier  shall  be 
liable  to  the  holder  of  a  bill  of  lading  for  any  loss,  damage  or 
injury  to  the  property  "caused  by  it,"  such  liability  extends  to 
loss  or  damage  due  to  its  failure  to  exercise  its  common-law 
duty  of  due  care  according  to  the  circumstances. — Ibid. 

Instruction  to  a  jury,  on  report  of  inability  to  agree,  th'it 
it  was  the  duty  of  each  juror,  especially  if  in  the  minority,  to 
keep  an   open  mind  and   give  careful  thought  to  the  views   of 
other  jurors,  held  proper  and  commendable. — Ibid. 
Railroad   Holding  Carload  Shipment  as  Warehouseman  Becomes 

Liable  as  Carrier  on   Receipt  of   Forwarding  Orders: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Under  the  tariff 
regulations  of  a  railroad  company,  providing  that  carload  ship- 
ments arriving  at  its  general  New  York  terminal  and  there  held 
for  further  directions,  after  a  stated  term,  should  be  subject  to 
demurrage  charges,  and  the  liability  of  the  company  therefor 
should  be  that  of  warehouseman  only,  where  a  car  so  held,  the 
liability  of  the  company  as  carrier  held  to  have  attached  on  its 
receipt  of  an  order  for  forwarding  the  shipment. — Lehigh  Valluy 
R.  Co.  vs.  John  Lysaght,  Limited,  271  Fed.  906. 
Liability  of  Carrier  Not  Limited  to  Injury  Resulting  from  Its 

Own  Negligence,  But  Covers  Any  Loss  or  Damage  for  Which 
It  Would  Be  Liable  at  Common  Law: 

Interstate  commerce  act,  as  amended  by  act  March  4,  1915 
(Comp.  St.  8604a),  incorporating  what  is  known  as  the  Carmack 
amendment,  providing  that  a  carrier  shall  be  liable  to  the  holder 
of  a  bill  of  lading  for  any  loss,  damage,  or  injury  to  the  property 
"caused  by  it,"  does  not  limit  the  liability  of  a  carrier  to  that 
of  an  ordinary  bailee  for  its  own  negligence  only,  but  covers 
any  loss  or  damage  for  which  it  would  be  held  at  common  law. 
—Ibid. 

In  an  action  against  a  railroad  company  for  loss  of  property 
destroyed  while  standing  in  defendant's  terminal  yard  by  an 
explosion  of  explosives  in  other  cars  in  the  yard,  where,  it  was 
alleged,  that  defendant  was  negligent  in  failing  to  provide  watch- 
man or  fire  equipment,  an  answer  alleging  that  the  fire  which 
caused  the  explosion  originated  on  a  boat  lying  at  the  terminal 
over  which  defendant  had  no  control  held  not  to  state  a  defense. 
—Ibid. 

TELEGRAPHS  AND  TELEPHONES 

Validity  of  Limitation  of  Liability  for  Negligence  in  the  Trans- 
mitting Telegram   Is  Question   of  General   Law: 
(District  Court,  N.  D.,  Ohio,  E.  D.)     The  right  of  a  telegraph 
company  to  contract  for  a  limitation  of  its  liability  for  negli- 
gence in  the  transmission  of  an  intrastate  telegram,  in  the  ab- 
sence of  any  state  statute,  is  a  question  of  general  jurisprudence, 
on  which  the  federal  courts  are  not  controlled  by  the  decisions 
of  the  state  courts.— -Friecllander  vs.  Postal-Telegraph  Cable  Co., 
271  Fed.  Rept.  954. 

Limitation    of   Liability   for   Transmitting    Unrepeated   Telegram 
Valid: 
In  the  absence  of  the  statute  to  the  contrary,  a  telegraph 
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company  can  contract  for  limitation  of  liability  for  its  negligence 
in  transmitting;  an  unrepeated  telegram.     Ibid. 

CARRIAGE  OF  LIVE   STOCK 
Liability  of  Carrier  for  Delay: 

(Supreme  Court  of  Arkansas.)  Complaint  against  the  fed- 
eral Director-General  of  Railroads,  alleging  that  plaintiffs  en- 
gaged cars  to  ship  cattle  and  mixed  stock,  and  that  they  weie 
required  to  keep  their  stock  at  the  station  several  days  before 
it  was  shipped,  etc.,  held  to  state  a  cause  of  action,  alleging  an 
unreasonable  delay,  constituting  an  act  of  negligence  on  the 
part  of  defendant  Director-General  on  which  to  base  an  action 
for  damages  against  a  common  carrier. — Payne,  Director-Gen- 
eral of  Railroads,  vs.  Mallory  et  al.,  230  S.  W.  Rept.  270. 

In  an  action  against  the  federal  Director-General  of  Rail- 
roads for  damages  caused  to  plaintiffs  by  his  unreasonable  delay 
in  providing  cars  for  shipment  of  plaintiff's  live  stock,  evidence 
held  sufficiently  to  establish  the  fact  that  the  cattle  were  ac- 
cepted for  shipment  on  November  22  and  were  not  shipped  until 
late  in  the  afternoon  of  the  25th,  an  unreasonable  delay. — Ibid. 
It  is  the  duty  of  a  common  carrier  accepting  live  stock  for 
shipment  to  ship  and  deliver  the  same  without  unnecessary  «.!e- 
lay,  and  delay  in  providing  cars  from  Saturday  until  the  follow- 
ing Tuesday  in  the  afternoon  is  an  unreasonable  delay  in  the 
absence  of  cause  justifying  it. — Ibid. 

The  burden  to  establish  justification  of  a  three-day  delay 
in  forwarding  a  shipment  of  live  stock  after  acceptance  neces- 
sarily rests  on  the  carrier. — Ibid. 

Carrier  Not  Liable  in  Damages  Resulting  from  Quarantining  Car- 
rier at  Destination  by  Inspector  in  Absence  of  Fraud  or  Col- 
lusion: 

(Supreme  Court  of  Arkansas.)  Laws  of  the  United  States 
(U.  S.  Cornp.  St.  850,  8690-8697),  requiring  the  inspection  of  cattle 
shipped  in  interstate  commerce  for  fever  tick,  and  the  isolation 
of  those  infected  with  such  tick  in  separate  pens,  are  valid.— 
Payne,  Director-General  of  Railroads,  vs.  Cotner  et  al.,  230  S.  W. 
Rept.  275. 

In  an  action  against  the  federal  Director-General  of  Rail- 
roads for  damages  resulting  from  delay  in  delivery  of  a  shipment 
of  cattle  ordered  into  quarantine  pens  on  their  arrival  at  des- 
tination by  a  United  States  inspector,  testimony  of  plaintiff  ship- 
pers that  they  dipped  the  cattle  strictly  according  to  regulations 
before  shipping  them,  and  examined  them  carefully  at  time  of 
shipment,  and  they  were  free  from  ticks,  tends  to  contradict 
the  testimony  of  the  inspector  that  he  found  a  Texas  fever  tick 
on  a  cow  on  arrival  of  the  shipment,  and  hence  the  evidence 
as  to  finding  the  tick  is  not  undisputed  so  as  to  take  the  quest!  3U 
from  the  jury.- — Ibid. 

Appellate  courts  will  take  judicial  notice  of  unquestioned 
laws  of  nature,  mathematics,  and  the  like,  a  rule  which  applies 
to  the  time  the  Texas  fever  tick  takes  to  develop  on  a  cow. — 
Ibid. 

In  an  action  against  the  federal  Director-General  of  Rail- 
roads on  account  of  quarantine  of  a  shipment  of  cattle  and  saie 
for  a  less  price,  evidence,  including  testimony  as  to  the  tune 
it  takes  for  Texas  fever  tick  to  develop,  held  conclusively  to 
show  that  if  a  tick  was  on  a  cow,  as  claimed  by  a  United  States 
inspector,  the  cow  was  not  free  from  tick  when  received  £jr 
shipment. — Ibid. 

A  railroad  company  is  bound  by  the  rules  and  regulation?) 
for  the  interstate  shipment  of  cattle  promulgated  by  the  Secre- 
tary of  Agriculture  under  authority  of  Congress,  and  it  cannot 
be  held  liable  in  damages  resulting  from  delay  in  delivery  ing  at 
destination,  due  to  mistake  of  a  United  States  inspector  quar- 
antining cattle  on  arrival  of  the  shipment,  there  being  no  fraud 
and  collusion  on  its  part. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Libelant,  Foreign  Government,  Not  Entitled  to  Open  Commission 
on  Grounds  of  Impossibility  of  Framing  Interrogatories  Be- 
cause Witnesses  Were  Abroad: 

(District  Court,  E.  D.,  Pennsylvania.)  On  a  libel  to  recover 
from  a  steamship  damages  to  a  shipment  of  eggs,  where  the 
issues  were  not  complicated  nor  unusual,  and  the  libelant  was  a 
foreign  state,  a  mere  showing  that  the  libelant's  proctors  here 
were  not  able  to  frame  interrogatories,  because  the  documentary 
evidence  and  the  witnesses  were  abroad,  is  not  sufficint  to  put 
on  respondent  the  burden  of  taking  testimony  on  open  commis- 
sion, since  the  libelant  can  undoubtedly  ascertain  the  facts  neces- 
sary to  enable  the  proctors  to  frame  the  interrogatories. — The 
Sun,  271  Fed.  Rept.  953. 


Common   Usage   Adopted   in   Admiralty   Require*   Commission   on 
Interrogatories: 

The  taking  of  depositions  upon  Interrogatories  IB  In  accord- 
ance with  the  common  usage  adopted  for  such  depositions  In 
United  States  courts  by  Rev.  St.  868  (Comp.  St.  1477),  as  estab- 
lished by  admiralty  rules  of  the  District  Court  31-40,  and  with 
new  admiralty  rule  46,  promulgated  by  the  Supreme  Court  (267 
Fed.  xvii),  which  provide  for  the  taking  of  testimony  orally  in 
open  court,  except  as  otherwise  provided  by  statute  and  agree- 
ment of  the  parties. — Ibid. 

Marine   Insurer,  Paying  Damage,  Subrogated  to  Shipper's  Right 
of  Action  Against  It: 

(Circuit  Court  of  Appeals,  Sixth  Circuit.)  An  Insurer  of  a 
steamer's  cargo,  which  paid  the  damage  to  the  shipper  after 
the  sinking  of  the  steamer,  and  took  an  assignment  of  the  ship- 
per's cause  of  action,  was  thereby  subrogated  to  the  shipper's 
right  of  action  against  the  ship  and  its  owner. — The  Viking. 
Petrol  Traffic  Co.  et  al.  vs.  Providence-Washington  Ins.  Co.,  271 
Fed.  Rept.  801. 

Freight   Boat   Held    Unseaworthy  by   Reason   of  Siphon  for  Dis- 
charge of  Water: 

A  freight  boat,  equipped  with  a  siphon  for  the  discharge  of 
water  from  the  bilge,  whose  outboard  end  was  under  water  when 
the  draft  exceeded  14  feet  and  3  inches,  and  which  could  be 
closed  only  by  a  stop  cock  located  in  the  bilge  about  2  feet 
above  the  keel  and  10  or  12  feet  below  the  working  platform 
of  the  engine,  and  which  it  was  practically  impossible  to  close 
after  a  few  feet  of  water  entered  the  hold,  held  unseaworthy 
for  a  load  causing  a  draft  of  14  feet  and  7  inches,  within  the 
Harter  act  (Comp.  St.  8029-8035).— Ibid. 

As  Respected  Unseaworthiness,  Fact  that  Coal,  Increasing  Draft, 
Was  Taken  on  at  Intermediate  Port,  Held  Immaterial: 
Where  the  coaling  of  a  freight  boat  at  Toledo  was  contem- 
plated as  a  necessary  part  of  a  voyage  from  Buffalo  to  Sault 
Ste.   Marie,  and  the  weight  of  the   coal  increased  the  draft  to 
a  point  where  the  boat  was  unseaworthy,  the  situation,  as  re- 
spected liability  under  the  Harter  act  (Comp.  St.  8029-8035),  was 
no  different  than  if  the  coaling  had  been  at  Buffalo. — Ibid. 
That  Boat  Passes   Inspection   Not  Conclusive  of  Seaworthiness: 
That  a  boat  passed  official  and  other  inspections  is  not  con- 
clusive of  the  fact  of  seaworthiness. — Ibid. 

Evidence    Held    Insufficient   to   Show   Location   of   Stop   Cock  of 
Siphon   Was   Not   Proximate  Cause  of  Sinking: 
Evidence  held  insufficient  to  show  that  the  inaccessibility  of 
the   stop   cock  of  a   siphon   used   to   discharge   water  from   the 
bilge,  the  outboard  end  of  which  was  under  water  at  certain 
drafts,  was  not  the  proximate  cause  of  the  sinking  of  the  vessel. 
—Ibid. 

Burden  on  Owner  to  Show  Unseaworthiness  Did  Not  Cause  Sink- 
ing: 

Where  a  vessel  was  unseaworthy,  liability  for  damages 
caused  by  its  sinking  cannot  be  escaped,  without  the  clearest 
showing  that  the  disaster  was  bound  to  have  happened,  despite 
the  unseaworthiness. — Ibid. 

Evidence  Insufficient  to  Show  Stop  Cock  Was  Closed  When  Ves- 
sel Started  on  Voyage: 

Evidence  held  insufficient  to  show  that  the  stop  cock  of  a 
siphon  used  to  discharge  water  from  the  bilge,  the  outboard  end 
of  which  was  under  water  at  certain  drafts,  was  closed  before 
and  at  the  time  the  vessel  started  on  a  voyage. — Ibid. 
Closing  of  Stop  Cock,  Essential  to  Seawoithiness,  Cannot  Be  Left 
to  Presumption: 

Where  a  vessel  was  unseaworthy  for  a  load  causing  a  draft 
of  14  feet  and  7  inches,  because  at  such  draft  the  outboard  end 
of  a  siphon  was  under  water,  unless  the  stop  cock  was  closed, 
the  performance  of  the  duty  to  close  the  stop  cock  and  render 
the  vessel  seaworthy  could  not  be  left  to  presumption.- — Ibid. 
Burden  on  Ship  to  Show  Closing  of  Stop  Cock  Essential  to  Sea- 
worthiness: 

Where  a  vessel  was  not  seaworthy,  unless  the  stop  cock  of 
a  siphon,  the  outboard  end  of  which  was  under  water  at  certain 
drafts,  was  closed,  and  it  was  not  claimed  that  it  was  purposely 
left  open  when  the  boat  started  on  a  voyage,  the  burden  was 
on  the  ship  to  show  that  it  was  closed. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  FedesaJ  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATIONS   OF   COMMON   CARRIERS 
Tariffs  of  Carrier  Held  to  Authorize  Storage  Charges  for  GOOC'J 

Kept  in  Cars: 

(Circuit  Court  of  Appeals,  Fifth  Circuit.)  The  tariffs  of  a 
railway  filed  with  the  Interstate  Commerce  Commission,  which 
included  a  storage  charge  on  the  goods  for  export  after  twenty 
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days'  free  storage,  and  provided  that  such  charges  were  in  addi- 
tion to  transportation  rate  on  all  property  passing  over  the  com- 
pany's wharves  or  stored  in  warehouses  or  storehouses,  or  on 
other  property  operated  by  the  railway,  authorizes  the  carrier 
to  collect  storage  charges  from  goods  for  export  held  in  its  cars 
more  than  twenty  days,  the  provision  not  being  limited  to  goods 
which  had  been  removed  from  the  cars  to  warehouses. — Sea- 
board Air  Line  Ry.  Co.  vs.  New  Orleans  Export  Co.,  271  Fed. 
Kept.  861. 
Amount  of  Recovery  of  Storage  Charges  for  Jury: 

In  an  action  by  a  railway  company  for  storage  charges  on 
goods  intended  for  export,  where  the  number  of  carloads  and 
the  total  weight  of  the  goods  as  set  forth  in  the  petition  were 
admitted  in  the  answer,  evidence  of  the  dates  of  arrival  of  the 
cars  at  the  port  and  of  the  dates  when  the  ships  in  which  the 
goods  were  loaded  were  ready  for  loading  held  sufficient  to  re- 
quire submission  to  the  jury  of  the  amount  of  storage  charges 
to  which  the  railway  company  was  entitled. — Ibid. 
Interstate  Commerce  Commission  May  Award  Reparation  for 
Damages  Accruing  After  Filing  of  Complaint: 
(District  Court,  E.  D.,  Pennsylvania.)  On  a  complaint  filed 
with  the  Interstate  Commerce  Commission,  under  interstate  com- 
merce act,  13,  as  amended  (Comp.  St.  8581),  the  Commission 
has  power  to  award  reparation  to  the  petitioner  on  account  of 
unjust  rates  paid  after  the  filing  of  the  complaint  and  to  the 
time  of  the  determination  and  award,  and  in  an  action  under 
section  16  (Comp.  St.  8584  (2))  to  enforce  its  award,  its  finding 
and  order  are  evidence  of  the  damages  accruing  after  as  well 
as  before  the  filing  of  the  complaint. — G.  B.  Markle  Co.  vs.  Le- 
high  Valley  R.  Co.,  271  Fed.  Rept.  989. 
Consignee  Receiving  Goods  Liable  for  Lawful  Rates: 

(Argued  April  22,  1921.  Decided  May  16,  1921.)  In  a  car- 
rier's action  against  a  consignee  to  collect  a  balance  of  freight 
charges  on  interstate  shipments  in  which  neither  party  was 
wholly  successful,  the  judgment  of  the  state  court  is  reviewable 
by  writ  of  certiorari. — New  York  Cent.  &  H.  R.  R.  Co.  vs.  York 
&  Whitney  Co.,  41  Sup.  Ct.  Rept.  509. 

A  consignee  of  interstate  shipments  who  received  the  ship- 
ments and  paid  all  charges  claimed,  which  were  less  than  the 
lawful  rates  established  under  the  interstate  commerce  act,  as 
a  matter  of  law  assumed  liability  for  the  only  lawful  rate  which 
it  had  a  right  to  pay  or  the  carrier  a  right  to  charge,  and  could 
not  escape  liability  therefor  through  any  contract  with  the  car- 
rier, and  its  liability  was  not  a  question  of  fact  to  be  determined 
from  circumstances  tending  to  show  an  implied  agreement. — Ibid. 
Trackage  Arrangements  Held  Equivalent  to  Lease,  so  as  to  Es- 
tablish Venue,  Under  Interstate  Commerce  Act: 
(Argued  March  24,  1921.  Decided  May  16,  1921.)  An  ar- 
rangement between  two  railroad  companies,  one  of  which  owned 
no  lines  within  the  district,  whereby  the  cars  of  the  latter  were 
carried  over  the  tracks  of  the  other  within  the  district  for  pay- 
ments computed  on  the  mileage  basis  and  a  through  tariff,  is 
equivalent  to  a  lease  of  the  tracks  within  the  district,  so  as  to 
authorize  suit  in  that  district  under  interstate  commerce  act,  16, 
as  amended  by  act  June  18,  1910,  13  (Comp.  St.  8584),  allowing 
such  action  in  any  district  through  which  the  road  of  the  carrier 
runs.— Vicksburg,  S.  &  P.  Ry.  Co.  et  al.  vs.  Anderson-Tully  Co., 
41  Sup.  Ct.  Rept.  524. 

Carrier  Need  Not  Own  Railroad  in  District  to  Give  Venue  Over 
Suit  on  Reparation  Order  of  Interstate  Commerce  Commis- 
sion: 

Interstate  commerce  act,  16,  as  amended  by  act  June  18, 
1910,  13  (Comp.  St.  8584),  authorizing  action  to  enforce  an  order 
of  the  Commission  requiring  a  carrier  to  refund  excessive  charges 
to  the  insurer,  does  not  require  that  the  carrier  shall  be  the 
owner  of  a  railroad  within  the  district,  to  sustain  venue  under 
the  provision  allowing  suit  in  any  district  through  which  the 
road  runs. — Ibid. 

Return  of  Service  of  Process  Proof  of  Agency  of  Persons  Served 
During  Federal  Control: 

The  return  of  the  marshal  that  he  served  the  process  on 
an  agent  of  defendant  is  sufficient  showing  of  the  agency  of 
the  person  served,  where  the  only  denial  was  a  stipulation  that 
the  railroad  defendant  at  the  time  was  under  government  con- 
trol, since  the  agent  may  not  have  been  in  the  employ  of  the 
Director-General  of  Railroads  at  all,  or  may  have  been  serving 
as  agent  for  both  the  Director  and  the  company. — Ibid. 
Suit  for  Excessive  Charges  Maintainable  During  Federal  Control: 
Under  federal  control  act,  10  (Comp.  St.  1918,  Comp.  St. 
Ann.  Supp.  1919,  3115%]),  allowing  actions  at  law  against  car- 
riers without  defense  that  the  carrier  is  an  instrumentality  of 
the  federal  government,  an  action  to  enforce  an  order  by  the 
Interstate  Commerce  Commission,  requiring  the  carrier  to  repay 
to  the  shipper  excessive  charges  collected  before  the  government 
took  control,  can  be  maintained  against  the  company  during  the 
period  of  government  control. — Ibid. 

Repeal  of  Commerce  Court  Act  Did  Not  Repeal  Provision  of 
Interstate  Commerce  Act  Relating  to  Venue  of  Reparation 
Action: 

The  provision  of  the  act  abolishing  the  Commerce  Court 
(Comp.  St.  992,  994),  fixing  the  vemue  of  any  suit  to  enforce,  sus- 


pend, or  set  aside  an  order  of  the  Interstate  Commerce  Com- 
mission, did  not  impliedly  repeal  the  provision  of  the  interstate 
commerce  act,  16,  as  amended  by  act  June  18,  1910,  13  (Comp. 
St.  8584),  allowing  actions  to  enforce  a  reparation  order  by  the 
Commission  in  any  district  through  which  the  carrier's  road  ran, 
since  the  amendment  of  the  interstate  commerce  act  indicated 
an  intention  to  broaden  the  venue  for  the  latter  remedy,  and  the 
repealing  provisions  in  the  act  abolishing  the  Commerce  Court 
were  restricted  to  act  or  parts  of  acts  in  so  far  as  they  related 
to  the  establishment  of  the  Commerce  Court,  which  never  had 
jurisdiction  over  a  reparation  action. — Ibid. 
Review  Held  Limited  to  Sufficiency  of  Complaint: 

Where  there  were  no  special  findings  of  fact  by  the  court, 
its  general  finding,  which  has  the  effect  of  a  verdict  under  Rev. 
St.  649  (Comp.  St.  1587),  is  conclusive  on  all  matters  of  fact, 
and  if  there  were  no  exceptions  to  rulings  of  law  in  the  progress 
of  the  trial,  authorizing  review  under  Rev.  St.  700  (Comp.  St. 
1668),  the  review  is  limited  to  the  sufficiency  of  the  complaint. — 
Ibid. 

Petition  for  Reparation  for  Excessive  Charges  Held  Sufficient: 
A  petition  alleging  that  the  Interstate  Commerce  Commis- 
sion, on  the  shipper's  petition  and  upon  hearing,  entered  an 
order  for  the  payment  of  reparation  on  account  of  an  unrea- 
sonable rate  exacted  for  the  transportation  of  freight,  that  the 
order  required  payment  by  a  specified  date,  that  the  carriers 
had  refused  payment,  and  that  the  suit  was  instituted  under  the 
act  to  regulate  commerce  and  its  amendments,  to  which  petition 
copies  of  the  report  and  order  of  the  Commission  were  attached, 
was  amply  sufficient  to  meet  the  requirements  of  the  statute 
(act  June  18,  .1910,  13  (Comp.  St.  8584)),  that  the  petition  shall 
set  forth  in  brief,  the  causes  for  which  the  damages  are  claimed 
and  the  order  of  the  Commission  in  the  premises. — Ibid. 
Application  for  Relief  Does  Not  Suspend  Recovery  of  Repara- 
tions for  Excessive  Charge  Voluntarily  Reduced: 
The  fact  that  the  carriers  had  filed  an  application  for  relief 
under  interstate  commerce  act,  4,  as  amended  in  1910  (Comp. 
St.  8566),  which  section  provided  that  no  rates  existing  at  the 
passage  of  the  amendment  should  be  changed  until  the  deter- 
mination of  the  application  by  the  Commission  does  not  suspend 
the  right  of  a  shipper  to  an  order  by  the  Commission,  before 
the  carrier's  application  is  determined,  requiring  refund  to  the 
shipper  of  excessive  charges  collected  under  a  rate  which  the 
carriers  had  amended  their  tariffs  to  correct  under  section  3  of 
the  act.  (Comp.  St.  5865.)— Ibid. 

Findings  by  Commission   Held   Not  Adopted   as  Special   Findings 

by  Court: 

A  finding  by  the  District  Court  that  the  report  and  order  of 
the  Interstate  Commerce  Commission,  requiring  a  refund  of  ex- 
cessive charges  to  the  shipper,  was  prima  facie  evidence  of  the 
facts  therein  stated,  did  not  adopt  the  findings  by  the  Commis- 
sion as  special  findings  by  the  court,  which  might  be  reviewed  by 
the  Supreme  Court  without  exception  taken  to  them. — Ibid. 


APPLICATION  FOR  CERTIFICATES  DISMISSED 
The  Commission  has  dismissed  finance  docket  No.  1079,  on 
the  ground  of  no  jurisdiction,  an  application  of  the  Arkansas 
Railroad  for  a  certificate  of  public  convenience  and  necessity 
under  paragraph  18  of  section  1  being  involved.  The  application 
was  for  the  acquisition  and  operation  by  it  of  the  railroad  for- 
merly owned  by  the '  Gould  Southwestern  in  Lincoln  County, 
Arkansas.  No  application  under  section  5  has  been  filed.  The 
hearing  in  the  case  was  held  by  the  Corporation  Commission 
of  Arkansas  and  that  body  recommended  a  grant  of  the  cer- 
tificate. Similar  action  has  been  taken  as  to  finance  docket 
No.  1372,  in  which  the  application  of  the  Texas  City  Terminal 
for  a  certificate  to  acquire  and  operate  the  railroad  formerly 
owned  by  the  Texas  City  Transportation  Company  was  involved. 
An  order  of  dismissal  has  also  been  entered  in  finance  docket 
No.  1107  for  the  same  reason.  In  this  application  the  Pittsburgh 
&  West  Virginia  asked  for  a  certificate  to  acquire  and  operate 
the  West  Side  Belt  Railroad  in  Allegany  County,  Pennsylvania. 


TEXAS  CASE   REOPENED 

The  Commission  has  reopened  No.  11764,  in  the  matter  of 
intrastate  rates  within  the  state  of  Texas,  on  petition  of  the 
Railroad  Commission  of  Texas,  for  the  purpose  of  considering 
the  reasonableness,  relationship  and  propriety  of  the  differentials 
taken  by  Galveston  over  Houston  on  traffic  to  Texas  points  and 
for  the  purpose  of  considering  the  same  questions  as  to  the 
differential  rates  to  and  from  points  on  the  Stamford  &  North- 
western branch  of  the  Wichita  Valley  Railway  Company. 


S.  D.  &  A.  RAILWAY  CERTIFICATES 

The  San  Diego  &  Arizona  Railway  Company  has  applied  to 
the  Commission  for  permission  to  guarantee  equipment  trust 
certificates,  signed  by  the  Anglo  California  Trust  Company,  to  an 
amount  not  in  excess  of  $750,000,  bearing  6%  per  cent  interest 
and  payable  in  fifteen  years.  The  company  plans  to  buy  rolling 
stock  equipment  estimated  to  cost  $1,052,636.16. 
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Who's  Who  in  Traffic 


By  A.  E.  Heiss 


Anyone  constrained  by  ambition  to  beat  the  chinch-bug  ar- 
rives. A  race  with  blissus  leucopterus  develops  speed.  The 
destination  may  not  be  the  one  in  mind  when  the  race  was  be- 
gun, but  it  is  usually  satisfactory.  Exhibit  A  In  support  of  the 
tnregolng  is  Johnston  B.  Campbell  of  Spokane,  one  of  the  four 
newest  members  of  the  Interstate  Commerce  Commission.  When 
the  chinch  bug,  late  in  the  "80's,  bade  him  get  ready  for  a  race, 
Campbell  was  a  farmer.  Since  that  time,  as  his  friends  say, 
he  has  made  money  enough  as  a  limb  o'  the  law  to  support  a 
farm;  also,  separate  and  distinct  from  that  farm,  he  has  an 
apple  orchard.  Commissioner  Potter  and 
he  can  foregather  and  sniff  disdainfully 
about  each  other's  selection  of  varieties 
of  apples  for  marketing,  or  at  any  other 
branch  of  the  business  at  which  Cincin- 
natus  was  engaged  when  the  boys  put 
over  that  call  for  him  to  pull  the  country 
out  of  the  hole. 

Campbell,  of  the  bonnie  blue  eyes, 
very  blue,  a  Scot  who  looks  more  like 
an  Irishman,  was  born  at  Stillwater, 
Minn.,  a  few  years  after  the  end  of  the 
Civil  War.  For  twenty-one  years  he 
helped  his  father  till  the  farm.  By  the 
time  he  was  ready  for  higher  education 
the  chinch-bug  was  eating  so  much  of 
Father  Campbell's  wheat  that  there  was 
precious  little  money  left  for  the  young 
man's  higher  education.  It  was  neces- 
sary to  make  the  little  money  go  a  long 
way.  Therefore,  Stillwater  High  School 
received  his  howdy  and  adios  in  a  little 
more  than  two  years.  Four  years  at  the 
University  of  Minnesota  were  enough  for 
surrounding  the  classical  and  law  courses. 
That  chinch-bug  had  shown  speed,  but 
Campbell  had  gone  faster.  But  sometimes 
the  bug  looked  like  the  winner  because 
rustling  a  living  and  an  education  simul- 
taneously brings  moments  of  discourage- 
ment. Yet  in  1891  the  Campbell  shingle 
was  flung  to  the  breeze  in  Duluth. 

Was  Johnston  Campbell  so  much  of 
a  captain  of  his  soul  that  at  that  time 
he  had  decided  to  practice  transportation 
law?  Not  any  kind  of  captain  was  he, 
other  than  the  head  of  a  determination 
to  keep  ahead  of  the  bug,  no  matter  what 
form  it  might  assume.  General  practice, 
in  the  middle  '90's,  meant  protecting  the 
interest  of  a  client  to  such  an  extent  that 
being  the  first  to  get  out  a  writ  of  at- 
tachment against  a  prospective  bankrupt 
was  the  highest  mark  of  standing  that 
could  be  obtained.  The  financial  storm 
that  swept  over  the  East  in  1893  and 
continued  to  blow  for  nearly  four  years, 
reached  the  Northwest  between  two  and 
three  years  later  and  reached  its  climax 
nearly  a  year  after  prosperity  began  to 
return  to  the  East,  in  the  fall  of  1897. 

In     the    year    of    the    Spanish    War 
Campbell,    figuratively,    walked    out    of 
Duluth  because  he  hadn't  the  money  to 
ride.      The     financial    chinch-bug    nearly      •^•••••••i 

got   him.     Taking   up   the   practice   of   a 

friend  in  Moorehead  who  had  been  elected  attorney-general 
looked  like  a  piece  of  good  fortune  to  the  sorley  pressed  Camp- 
bell, who  was  thinking  of  and  preparing  to  go  west. 

Banking,  farming  and  practicing  law  seemed  a  good  com- 
bination to  try  on  the  community  at  Tekoa,  Wash.,  but  the  man 
who  was  to  furnish  the  money  for  the  banking  did  not  do  his 
share.  Campbell  did  his  share  by  acquiring  a  farm,  all  the  time, 
however,  receiving  letters  from  friends  who  said  Spokane  was 
the  place  for  him.  There  he  arrived  in  1903,  five  years  after 
leaving  Duluth,  with  only  a  small  store  of  the  thing  that  makes 
the  mare  go. 

In  his  practice  at  Duluth,  Campbell  came  into  intimate  con- 
tact with  the  misery  and  waste  caused  by  the  system  in  business 
of  jobbers  and  manufacturers  throwing  backward  customers 


into  bankruptcy  at  the  first  hint  of  Inability  to  pay.  Campbell 
had  done  his  share  of  running  to  be  the  first  to  get  out  a  writ 
of  attachment.  It  made  him  sick  at  heart. 

Out  of  that  revulsion  came  the  Spokane  Merchants'  Asso- 
ciation, one  of  the  first  real  credit  associations  in  the  country. 
It  was  not  the  ordinary  credit  association,  reporting  that  Smith 
had  failed  to  pay  such  and  such  a  bill,  or  that  Jones  ought  not 
to  be  trusted  with  more  than  $250  worth  of  goods  at  any  one 
time.  It  really  was  and  is  a  mutual  aid  society,  In  which  the 
merchants  stand  together  to  help  each  other  in  time  of  need, 
and,  if  the  worst  comes  to  the  worst 
with  one  of  them,  to  close  the  bankrupt's 
affairs  without  the  waste  that  is  the 
product  of  the  other  system.  It  was 
Campbell's  idea  and  Campbell's  work. 
Being  a  lawyer,  he  persuaded  the  mer- 
chants of  Spokane  to  believe  and  act  on 
the  axiom  that  you  lose  even  if  you  do  win 
in  a  lawsuit.  He  knew  what  he  was  talk- 
ing about.  For  years  the  merchants  have 
also  known,  because  Campbell  proved  to 
them  that  helping  each  other  is  better 
than  tearing  down  a  man  who  is  not 
always  on  the  mark  but  who  may  get 
on  it  if  shown  how  and  helped.  Now 
Campbell's  plan  is  in  use  in  practically 
every  city  and  the  number  of  old-time 
bankruptcies  in  which  the  assets  are 
eaten  up  in  paying  court  costs  have  dis- 
appeared. Men  are  kinder  to  each  other 
than  they  were  when  the  panic  that 
started  in  1893  spread  over  the  land. 

A  few  days  after  President  Cleveland 
signed  the  act  to  regulate  commerce,  in 
1887,  the  jobbers  of  Spokane  filed  their 
complaint  alleging  all  manner  of  things 
against  the  adjustment  that  made  them 
pay  freight  rates  equal  to  the  rates  to 
the  Pacific  coast  and  from  the  Pacific 
coast  back  to  Spokane.  They  have  kept 
up  paying  them  ever  since.  What  more 
natural  than  that,  in  the  course  of  time, 
the  credit  man  should  get  into  the  rate 
case? 

Since  1904  until  the  time  he  was  ap- 
pointed to  the  Commission,  Campbell 
was  identified  with  that  case  and  four- 
teen years  after  he  made  his  first  ap- 
pearance in  it  he  might  have  said:  "Now 
lettest  thou  thy  servant  depart  in  peace"; 
for  in  1918  the  Commission  had  to  rule 
that  fourth  section  relief  might  not  be 
given  any  railroad  on  the  ground  of  po- 
tential water  competition.  However, 
there  is  nothing  of  the  let-me-depart-in- 
peace  character  about  Campbell.  Instead 
of  asking  for  his  passports,  Campbell 
came  hammering  on  the  door  of  the  Com- 
mission, under  the  name  of  the  Interme- 
diate Rate  Association  ("interminable," 
his  friends  say,  is  the  proper  adjective) 
demanding  that  rates  be  graded  from 
Spokane  and  other  intermediate  points 
to  the  coast. 

•  The  day  the  Commission  said,  "nay, 
nay,  Johnston,  enough's  enough,"  the 
President  beckoned  him  to  a  seat  on  the  Commission  bench. 
He  was  probably  the  first  and  only  man  who  has  ever  had  a 
great  sorrow  and  a  great  joy  In  Commission  work  handed  to 
him  on  the  same  day. 

Were  he  not  on  the  bench  now,  Campbell  would  be  busier 
than  a  naval  officer  explaining  away  speeches,  for  Chambers, 
and  Luce,  and  Woodworth,  and  the  whole  crew  of  "transconti- 
nental pirates"  (the  name  the  intermediate  country  gives  them) 
are  busy  hauling  up  the  Jolly  Roger  in  the  form  of  applications 
for  the  very  relief  that,  in  1918,  was  denied  them  because  there 
were  then  no  ships  profaning  the  waters  of  the  Panama  Canal. 
But  Campbell  is  on  the  bench,  so  McCarthy,  who  also  has  a  fine 
line  of  language,  is  attending  to  the  making  of  what  the  inter- 
mediate country  thinks  are  remarks  appropriate  for  the  occasion. 
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As  the  French  say,  Campbell  is  arrived.  He  is  on  the 
bench,  which,  to  the  commerce  attorney  or  traffic  man,  is  the 
highest  honor  to  be  attained  in  that  line  of  work.  Blissus  leu- 
copterus  made  the  big  raw-boned  Campbell  bestir  himself.  If 
it  had  not  been  blissus,  it  would  have  been  something  else,  but 
for  the  purposes  of  this  case,  and  in  circumstances  present 
therein,  it  was  the  activating  agency. 


ILLINOIS  EXPRESS  RATES 

According  to  W.  A.  Benson,  assistant  to  the  vice-president  in 
charge  of  accounting  of  the  American  Railway  Express  Com- 
pany, the  estimated  yearly  loss  accruing  to  his  company  on 
account  of  the  refusal  of  the  Illinois  commission  to  grant  a  raise 
In  express  rates  that  would  equalize  the  Illinois  intrastate  and 
the  interstate  rates  will  amount  to  $700,569.49  annually.  In  ad- 
dition, Mr.  Benson,  who  testified  at  the  hearing  on  No.  12745  (in 
the  matter  of  intrastate  rates  of  the  American  Railway  Express 
Company  between  points  in  the  state  of  Illinois),  before  Exam- 
iner C.  R.  Seal  in  Chicago,  June  27,  said  that  the  failure  on  the 
part  of  several  state  commissions  to  equalize  intrastate  and 
interstate  rates  was  costing  the  company  $4,220,264.79  annually. 
He  said  that  the  Interstate  Commerce  Commission  had  held  in 
its  rate  increase  opinion  that  the  express  company  should  have 
an  operating  income  of  $1,094,281.  14  in  Illinois,  and  said  that 
the  inability  to  obtain  the  increase  cut  that  gure  to  approxi- 
mately $400,000. 

The  history  of  the  present  dispute  extends  back  to  August 
11,  1920,  when  the  Interstate  Commerce  Commission,  in  docket 
No.  11326  (58  I.  C.  C.  281),  allowed  the  express  company  an 
increase  of  12V2  per  cent  on  its  interstate  business  with  the 
exception  of  milk  and  cream.  On  September  24,  1920,  the  Illinois 
commission  granted  a  similar  increase.  Three  days  previous, 
however,  the  federal  Commission  had  allowed  an  additional  in- 
crease of  13y2  per  cent  (58  I.  C.  C.  707),  bringing  the  total  in- 
terstate increase  to  26  per  cent.  At  the  same  time  milk  and 
cream  rates  were  increased  20  per  cent.  The  express  company 
immediately  applied  to  the  Illinois  commission  for  the  additional 
13%  per  cent  increase,  and  the  20  per  cent  increase  on  milk 
and  cream,  both  of  which  were  denied  on  November  3,  1920. 
According  to  the  witness,  this  has  resulted  in  a  discrimination 
against  movements  from  adjoining  states  in  favor  of  Illinois 
points. 

George  Lee,  traffic  manager  for  the  express  company,  intro- 
duced a  number  of  exhibits  in  which  he  endeavored  to  show 
that,  by  reason  of  the  present  inequality  of  the  rates,  points  in 
Wisconsin,  Indiana,  Iowa  and  Missouri  had  lost  the  natural 
advantage  that  had  been  theirs  on  account  of  geographical  loca- 
tion and  that  Illinois  points  which  had  this  advantage  had  had 
it  increased.  Places  such  as  Evansville,  Terre  Haute  and  Vin- 
cennes,  Ind.,  Milwaukee,  Janesville  and  Beloit,  Wis.,  Dubuque, 
Clinton,  Davenport,  Burlington  and  Fort  Madison,  la.,  and  St. 
Louis,  Mo.,  he  said,  could  no  longer  compete  with  points  in 
Illinois  for  business  in  towns  which,  in  many  cases,  were  nearer 
to  them  than  to  the  Illinois  shipping  points. 

G.  H.  McClary,  secretary  of  the  Terre  Haute  Chamber  of 
Commerce,  said  his  city  was  within  five  miles  of  the  Illinois- 
Indiana  line,  "an  imaginary  line  over  which  we  may  not  pass 
due  to  the  inequality  of  the  express  rate."  He  said  the  shippers 
of  Terre  Haute  did  not  ask  for  any  particular  rate — merely  that 
the  rates,  interstate  and  intrastate,  be  equalized. 

J.  H.  Mooers,  attorney  for  the  express  company,  called  at- 
tention to  the  fact  that  the  express  company  paid  to  the  rail- 
roads a  certain  proportion  of  its  income  and  that,  if  the  raise 
in  rates  were  granted  as  requested,  97%  per  cent  of  the  benefit 
therefrom  would  accrue  to  the  railroads. 

Several  officials  of  firms  and  organizations  located  outside 
the  state  of  Illinois  and  that  ship  by  express  into  that  state  in 
competition  with  firms  within  the  state,  testified  on  the  second 
day  of  the  hearing. 

A.  C.  Slaughter,  manager  for  the  Lugomarcino-Grupe  Com- 
pany, which  has  establishments  at  several  places  in  Iowa,  and 
which  ships  fruits,  vegetables,  and  ice  cream  into  Illinois  in 
competition  with  Illinois  dealers  and  manufacturers,  said  the 
business  of  his  company  had  fallen  off  materially  since  October 
13,  1920,  the  date  on  which  the  \Zl/2  per  cent  increase  went 
into  effect  on  interstate  express.  To  Hillsdale  from  Davenport, 
he  said,  the  first  class  express  rate  was  73  cents,  while  from 
Rock  Island,  just  across  the  Mississippi  River,  it  was  65  cents. 
The  same  sort  of  discrimination  existed  on  inbound  express,  ac- 
cording to  the  witness,  the  rate  from  Chicago  to  Davenport 
being  $1.19,  while  from  the  same  point  to  Rock  Island  it  was 
only  $1.07.  Normally,  he  said,  his  firm  did  about  40  per  cent 
of  the  total  of  its  business  in  Illinois,  which  amount  was  now 
considerably  less. 

F.  H.  Cogswell,  of  F.  M.  Elkinton  &  Co.,  Inc.,  for  the 
Milwaukee  Association  of  Commerce,  and  others,  and  E.  G. 
Payton,  for  the  Evansville  Chamber  of  Commerce,  asked 
for  the  same  level  of  express  rates,  interstate  and  intra- 
state,  so  that  their  respective  communities  could  compete  for 
business  in  adjacent  Illinois  territory.  Mr.  Cogswell  said  one 
of  the  things  taken  into  consideration  by  a  business  when  seek- 


ing a  new  location  was  the  territory  it  could  serve.  He  said 
that,  so  far  as  Milwaukee  firms  were  concerned,  they  could  not 
consider  Illinois  as  their  territory  for  express  sales  on  account 
of  the  disparity  of  the  rate  between  that  point  and  Chicago, 
Rockford,  and  other  Illinois  points,  on  shipments  for  Illinois 
destination.  Milwaukee,  he  said,  competed  intensively  with 
Illinois  points  for  trade  in  automobile  parts,  hosiery,  and  shoes. 
Evansville,  according  to  Mr.  Payton,  competed  with  Illinois  cities 
in  dry  goods,  electrical  supplies,  clothing  and  wholesale  groceries. 
H.  M.  Slater,  rate  expert  for  the  Illinois  commission,  said 
the  expenses  of  the  express  company  had  decreased  greatly  in 
the  last  year,  and  that,  therefore,  they  were  not  so  badly  in 
need  of  the  increase  as  they  alleged.  He  took  the  position  that 
the  Illinois  intrastate  express  rates  were  high  enough  per  se 
and  asked  that  the  Interstate  Commerce  Commission  uphold 
the  Illinois  commission  in  the  refusal  to  grant  the  raise  applied 
for. 


PULLMAN  RATES  IN  LOUISIANA 

The  Commission  has  assigned  for  hearing  before  Examiner 
W.  H.  Wagner  July  28  at  New  Orleans  a  petition  of  the  Pullman 
Company  alleging  that  refusal  of  the  Railroad  Commission  of 
Louisiana  to  permit  it  to  increase  its  intrastate  rates  and  charges 
20  per  cent  will  result  in  unjust  discrimination  against  inter- 
state commerce.  The  20  per  cent  increase  on  interstate  traffic 
was  made  effective  May  1, 1920,  but  the  Louisiana  commission  has 
declined  to  permit  the  same  increase  to  be  made  on  intrastate 
service.  The  order  of  investigation  was  made  in  No.  12842, 
Rates  and  Charges  of  the  Pullman  Company  in  the  State  of 
Louisiana. 


TELEPHONE   CONSOLIDATION 

President  Harding  has  signed  the  bill  (H.  R.  6567)  amending 
section  407  of  the  transportation  act  so  as  to  give  the  Commis- 
sion authority  to  pass  on  consolidations  of  telephone  companies 
engaged  in  interstate  commerce. 


FLINT  BELT  RAILROAD  STOCK 

Application  for  authority  to  issue  $1,000,000  of  capital  stock 
has  been  made  to  the  Commission  by  the  Flint  Belt  Railroad 
Company  of  Detroit,  Mich.  The  company  proposes  to  use  the 
stock  for  the  procurement  of  funds  to  construct  a  short  line  of 
railroad  in  Genesee  County,  Michigan.  Application  for  authority 
to  construct  the  road  was  filed  recently.  The  company  says  the 
Pere  Marquette,  with  which  the  short  line  will  make  connec- 
tion, expects  to  acquire  all,  or  practically  all,  of  the  stock  issue. 

PETITION  TO  RETAIN   EARNINGS 

The  Flint  Belt  Railroad  Company  has  applied  to  the  Com- 
mission for  permission  to  retain  the  excess  earnings  on  the? 
operation  of  the  8^4  miles  of  railroad  it  proposes  to  construct 
in  Genesee  County,  Michigan.  It  recently  filed  an  application 
asking  authority  to  construct  and  operate  the  line,  tinder  the 
transportation  act  the  Commission  may  authorize  carriers  to  re- 
tain excess  earnings  on  new  roads  for  a  period  of  ten  years,  the 
excess  earnings  being  that  part  of  what  might  be  earned  in  ex- 
cess of  6  per  cent  on  the  value  of  the  property  under  which  the 
act  would  go  to  the  government  railroad  contingent  fund. 


ST.  LAWRENCE  WATERWAY  REPORT 
A  report,  signed  by  Canadian  and  American  engineers  at  De- 
troit, June  24,  states  that  the  whole  project  of  an  ocean-going 
steamship  waterway  from  Lake  Ontario  to  Montreal  can  be  built 
for  approximately  $250,000,000,  and  that  1,700,000  horsepower  can 
be  developed  at  the  ten  locks  planned.  The  proposed  waterway 
would  provide  for  the  passage  of  ocean  steamsips  as  far  west 
as  Duluth  and  Chicago-,  the  report  of  the  engineers  outlining 
four  methods  by  which  it  could  be  built.  These  are  by  means 
of  locks  and  navigation  dams  in  the  St.  Lawrence  River;  by 
means  of  locks  and  side  canals;  by  a  combination  of  these  two 
methods;  and  by  means  of  locks  and  power  dams.  The  water- 
way planned  is  approximately  120  miles  long  and  extends  from 
a  point  near  Ogdensburg,  N.  Y.,  to  Montreal. 


CUMBERLAND  &  MANCHESTER  NOTES  AND  BONDS 
The  Cumberland  &  Manchester  has  been  authorized,  in 
finance  docket  No.  1435,  to  pledge  $500,000  worth  of  its  first 
mortgage  40-year  5  per  cent  gold  bonds  with  the  Secretary  of 
the  Treasury  for  a  loan  from  the  United  States;  to  issue  and 
sell  at  a  price  to  yield  not  more  than  8  per  cent  $125,000 
worth  of  6  per  cent  general  mortgage  bonds,  the  pro- 
ceeds to  be  used  for  additions  and  betterments;  to  assume 
liability  for  $100,000  worth  of  6  per  cent  equipment  trust  cer- 
tificates; to  assume  liability  for  $98,882  worth  of  promissory 
notes  issued  by  Charles  F.  Heidrich,  in  April,  1919,  in  connection 
with  the  construction  of  the  Horse  Creek  Railroad;  and  to  as- 
sume liability  for  $21,000  of  unpaid  principal  and  the  accrued 
interest  of  three  promissory  notes  issued  by  Heidrich  in  con- 
nection with  the  acquisition  of  equipment.  The  road  is  in  Ken- 
tucky. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


CONSOLIDATION  OF  TARIFFS 

Editor  The  Traffic  World: 

Referring  to  the  remarks  of  Mr.  G.  W.  Collins  of  the  Peters 
Cartridge  Company  in  your  issue  of  June  4  anent  consolidated 
tariffs: 

Government  operation  has  undoubtedly  pointed  out  many 
practical  economies  which,  under  private  control,  could  be  ad- 
vantageously continued,  but  we  certainly  do  not  require  govern- 
ment operation  to  give  us  consolidated  tariffs. 

Take  our  transcontinental  tariff,  for  instance,  or  W.  J.  Kel- 
ly's issues,  or  F.  S.  Davies's  issues,  and  many  others  of  like 
character.  In  the  promulgation  of  these  tariffs  we  have  taken 
a  step  in  the  right  direction,  a  step  ahead,  but  let  it  continue. 
The  least  number  of  tariffs  a  rate  man  has  to  consider,  the  less 
opportunity  there  is  for  errors  in  rate  quotations,  overcharge 
claims,  etc.,  and  the  saving  by  the  carriers  of  the  enormous 
duplication  of  work  and  expense  required  in  printing  tariffs 
quoting  identically  the  same  rates  between  the  same  identical 
points. 

A  condition  quite  like  that  mentioned  by  Mr.  Peters  is  the 
eastbound  class  rates  from  Buffalo  and  Niagara  Frontier  points 
to  various  stations  in  the  East  and  New  England  states.  One 
tariff  could  and  should  be  issued  in  place  of  the  many  issues  of 
seven  separate  roads.  Take  the  eastbound  rates  from  points 
west  of  the  Missouri  River  to  Eastern  Trunk  Line  territory 
where  the  combinations  are  predicated  either  on  Chicago  or  the 
Mississippi  River  crossings  out  of  that  particular  territory. 
Anyone  familiar  with  freight  rates  can  readily  understand  how 
simple  it  is  for  a  billing  clerk  to  create  an  overcharge  because 
of  searching  through  issues  of  individual  roads,  which  could  all 
be  avoided  if  the  rates  were  all  under  one  cover. 

In  our  estimation   this   subject   of  consolidated   tariffs   is   a 


icrce 
Arrow 

The  most  powerful  truck  built 

The  Fierce-Arrow  Motor  Car  Company,  Buffalo,  N.  Y. 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


live  one  and  one  which  the  carriers  could  advantageously  adopt 
with  the  resulting  benefits  to  themselves,  the  Commission,  and 
the  shipping  public. 

Craver-Dlckinson  Seed  Co., 

Per  Wm.  P.  Smith. 
Buffalo,  N.  Y.,  June  23,  1921. 


REDUCTIONS  ON  RAW  MATERIALS 

Editor  The  Traffic  World: 

I  have  read  with  interest  your  editorial  in  the  Traffic  World, 
issue  of  June  25,  1921.  I  certainly  wish  to  commend  you  for 
the  position  taken  in  the  fourth  paragraph,  where  you  argue 
that  there  should  be  no  general  reduction  in  all  rates  but  that 
the  reduction  should  be  in  the  rates  on  raw  materials  rather 
than  on  the  higher  classes  of  traffic.  You  are  certainly  on  the 
right  track  in  taking  this  position  and,  to  my  mind,  it  is  the 
only  salvation  of  the  situation.  Moreover,  I  have  always  been 
of  the  opinion  that  the  horizontal  increase  in  rates  was  not 
wise  but  that  the  increase  should  be  much  heavier  on  finished 
articles  than  on  the  raw  materials.  Thinking  that  you  may  find 
it  of  interest,  I  quote  the  following  from  the  stenographic  re- 
port of  my  argument  before  the  Commission  in  the  1920  ad- 
vanced rate  case. 

This  is  a  country  of  wide  expanse  and  great  distances.  Its  pros- 
perity is  founded  upon  the  free  movement  of  raw  materials  from 
widely  separated  producing  districts  into  the  great  common  manufac- 
turing and  consuming  markets.  You  stop  or  even  retard  that  free 
movement  of  raw  material  and  you  tear  down  the  very  fabric  of  our 
prosperity.  You  take,  it  seems  to  me,  an  awful  chance.  Not  only  do 
you  take  an  awful  chance  on  the  revenues  of  the  carriers  but  you 
destroy  thousands  of  men.  *  *  *  So  it  seems  to  me,  gentlemen, 
that  every  consideration,  both  of  the  carriers'  revenues  and  of  the 
prosperity  of  the  country,  requires  that  you  maintain  as  nearly  as 
may  be  the  existing  differentials  and  relationships  on  the  raw  mate- 
rials of  the  country  which  move  great  distances  in  carload  quantities. 
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It  is  not  so  necessary  on  class  rates.  It  is  not  so  necessary  on  the 
rates  that  apply  to  the  high-priced  commodity  or  to  the  finished 
article. 

Just  here  I  wish  to  insist  that,  if  it  be  possible,  a  greater  propor- 
tion of  this  burden  be  laid  upon  the  class  rates,  upon  the  high-priced 
commodities  and  the  finished  articles,  than  upon  the  raw  materials 
of  the  country.  What  difference  does  it  make  if  50  cents  or  even  a 
dollar  is  added  to  the  cost  of  moving  a  hundred  pounds  of  shoes  or 
dry  goods?  But  this  Commission  itself  has  many  times  held  that 
the  addition  of  2  or  3  cents  per  hundred  pounds  upon  a  commodity 
like  lumber  or  coal  may  stop  the  movement  and  destroy  the  pros- 
perity of  a  great  section  of  the  country. 

Not  only  that,  but  transportation  cost  is  a  tax  which  in  the  end 
must  be  paid  by  the  whole  people,  and  experience  has  taught  that 
the  closer  to  the  consumer  that  tax  is  assessed,  the  less  tax  the 
consumer  will  have  to  pay.  Take  our  excess  profits  tax,  and  a  man 
purchasing  a  chair.  The  man  who  manufactured  the  lumber  in  the 
woods  added  on  that  tax;  the  man  who  manufactured  the  chair  added 
on  that  tax;  the  iron  furnace,  the  steel  mill,  added  on  that  tax;  the 
wholesaler  and  the  retailer  added  on  that  tax;  and  when  the  man 
came  to  buy  the  chair  he  payed  the  tax  seven  or  eight  times  over. 
You  put  it  upon  the  raw  materials  and  the  consumer  will  pay  it  over 
and  over  again,  and  if  you  put  it  upon  the  finished  article  he  may 
not  pay  it  more  than  twice. 

I  feel  that  subsequent  events  have  absolutely  justified  the 
position  I  took  at  that  time.  I  certainly  trust  that  you  will 
continue  to  hammer  this  thought  in,  because  I  believe  that  the 
commercial  future  of  the  country,  as  well  as  the  prosperity  of 
the  railroads,  is  absolutely  dependent  upon  this  distinction  being 
recognized  and  applied.  It  seems  to  me  absurd  to  talk  of  a 
general  reduction  in  all  rates  when  the  carriers  are  losing  money 
under  the  present  rates  and  when  undoubtedly  much  of  the 
traffic  would  move  at  even  higher  rates.  On  the  other  hand, 
the  present  rates  on  most  of  the  raw  materials  of  the  country 
are  undoubtedly  retarding  the  movement  of  those  raw  materials 
and,  of  course,  indirectly  retarding  the  movement  of  the  higher 
rated  finished  product.  I  am  convinced  that  before  business 
can  go  ahead  and  the  railroads  prosper  there  must  be  a  reduc- 
tion in  the  long-haul  commodity  rates  on  raw  materials,  but  I 
am  equally  convinced  that  it  would  be  a  monumental  mistake  to 
reduce  most  of  the  rates  on  classes  under  which  the  high  prieed 
finished  articles  move.  Not  only  should  there  be  a  reduction 
in  the  rates  on  raw  materials  but  the  reduction  should  be  made 
in  such  a  way  as  to  restore  competitive  conditions;  that  is  to 
say,  the  long-haul  rates  on  raw  materials  should  be  reduced  in 
greater  amount  than  the  short-haul  rates. 

I  certainly  trust  that  you  will  continually  refer  to  this  situa- 
tion in  your  editorials,  because  to  me  it  appears  to  be  the  vital 
thing  in  our  whole  transportation  problem. 

Louisville,   Ky.,   June  28,   1921.  J.   V.  Norman. 


ADVOCATES  BLANKET  REDUCTION 

Editor  The  Traffic  World: 

From  information,  verbal  and  otherwise,  I  have  received 
during  the  last  three  months,  I  believe  that  the  majority  of 
traffic  managers,  both  industrial  and  railroad,  operating  west 
of  the  Mississippi  River  are  satisfied  that  the  carriers  could 
make  a  blanket  reduction  in  freight  rates  effective  July  1,  this 
reduction  to  be  based  on  the  decrease  of  material  and  labor  cost 
of  July  1,  1921,  as  against  the  same  cost  of  September  1,  1920, 
for  the  reason  that  part  of  the  increase  allowed  for  August, 
1920,  was  based  on  the  increased  labor  cost  allowed  at  that 
time.  Carriers  may  not  immediately  earn  the  amount  allowed 
them  by  the  Esch-Cummins  bill,  but  they  will  make  expenses 
and,  as  we  all  agree  that  the  high  freight  rates  are  one  of  the 
factors  that  are  now  retarding  business,  the  removal  in  whole 
or  part  of  this  factor  would  be  that  much  help  in  restoring 
normal  business  conditions,  and,  of  course,  the  carriers  would 
benefit  by  the  increased  tonnage  they  would  receive.  I  am  also 
aware  that  the  railroad  executives  are  not  in  favor  of  reducing 
freight  rates,  and,  in  fact,  have  issued  instructions  to  their 
traffic  departments  that  rates  must  not  be  reduced;  but  we  meet 
the  same  opposition  with  reference  to  low  prices  in  our  daily 
purchase  of  the  necessaries  and  luxuries  that  we  use,  but  they 
are  coming  down  and  so  will  the  freight  rates. 

Producers  &  Refiners  Corporation, 
D.  P.  McCarthy,  Traffic  Manager. 

Tulsa,  Okla.,  June  27,  1921. 


CARRIERS'  POOR  BUSINESS  POLICY 

Editor  The  Traffic  World: 

One  may  well  wonder  if  the  carriers  will  ever  change  their 
general  policy  in  their  dealings  with  their  patrons.  This  is  not 
directed  at  any  particular  carrier  but  concerns  the  attitude  of 
all  of  them  in  general,  who  seem  to  overlook  the  powerful  aid 
to  be  secured  by  the  development  of  their  patrons'  good  will. 

Let  us  first  refer  to  their  attitude  in  dealing  with  claims. 

It  is  common  knowledge  that  the  carriers  do  not  settle 
claims  with  reasonable  promptness.  They  seem  to  lack  the 
business  spirit  in  adjusting  claims,  and  in  many  cases  minor 
technical  points  will  be  quickly  taken  advantage  of  in  order  to 
find  an  opportunity  to  reject  the  claim. 

Meritorious  claims  are  easily  verified,  and  when  a  claimant 
prepares  his  claim  papers  with  supporting  facts  and  presents 
the  claim  in  good  faith  he  is  frequently  exasperated  in  receiv- 


ing, after  considerable  delay,  some  printed  form  from  the  carrier 
or  communication  for  certain  immaterial  data,  and  the  rejection 
of  the  claim  subsequently  follows  without  any  consideration  of 
the  claimant's  loss. 

This  condition  naturally  tends  to  irritate  the  claimant,  and 
does  not  make  him  seem  any  too  responsive  to  the  carriers'  ap- 
peals for  economic  sympathy  when  business  depression  arrives, 
and  freight  revenue  recedes  correspondingly. 

Take  claims  for  reparation  where  unreasonable  rates  have 
been  collected  and  where  the  carriers  have  the  option  of  mak- 
ing voluntary  refund  where  they  see  fit.  Ho*  often  do  they 
see  fit?  No  matter  how  clear  the  issue  may  be,  and  how  con- 
vinced the  carrier  is  that  ultimately  he  will  have  to  make  repara- 
tion, the  claimant  must  go  to  the  expense  of  preparing  papers, 
employing  counsel,  and  the  carrier  also  spends  money  in  the 
same  way  and  when  the  Commission  decides  against  the  car- 
rier as  happens  very  frequently  the  latter  must  pay  the  bill 
anyway. 

Thus  another  opportunity  is  lost  to  generate  the  good  will  of 
the  shipping  public. 

Loss  and  damage  claims  are  very  often  delayed  seriously, 
and  carriers  refuse  to  pay  interest  unless  they  are  sued  for  it. 
Claimants  are  again  denied  their  due  portion  with  consequent 
loss  of  good  will  to  the  carrier. 

Are  not  claimants  entitled  to  interest  on  these  claims  when 
their  money  is  tied  up  in  them,  and  when  they  would  receive 
interest  if  they  had  the  money  in  hand  to  use  for  other  pur- 
poses? 

Just  take  any  business  house,  and  ask  how  long  it  would 
take  it  to  investigate  claims.  No  matter  how  many  hands  the 
claims  would  go  through  all  efficient  methods  would  be  applied 
and  quick  adjustments  arranged. 

Do  the  carriers  lack  the  insight  and  foresight  to  apply 
common  business  methods  to  their  systems?  Would  it  not  be 
wise  for  them  to  give  the  matter  some  study,  and  modernize 
their  plants?  In  selling  transportation  are  they  engaged  in  any- 
thing fundamentally  different  from  merchandising  of  other  na- 
tures? 

Another  instance  of  the  carriers'  policy  is  very  well  illus- 
trated in  their  execution  of  the  increases  granted  in  Ex  Parte  74. 

This  refers  to  the  minimum  charge  on  class  rate  shipments. 

The  Commission  distinctly  states: 

We  find  on  the  record  no  explanation  of  the  underlying  basis  of 
the  minimum  carload  charge  or  the  minimum  class  scales  and  no 
justification  for  increasing  them. 

The  intention  of  the  Commission  was  clearly  indicated  and 
it  was  their  apparent  purpose  that  the  minimum  class  scale 
was  not  to  be  increased  40  per  cent  but  the  40  per  cent  was 
nevertheless  tacked  on. 

Here  is  how  it  was  done: 

On  short  hauls  the  regular  class  scales  were  reissued  prior 
to  August  26,  1920,  and  the  minimum  class  scales  substituted 
therefor,  and  these  minimum  class  scales  were  regarded  by  the 
carriers  as  being  subject  to  the  40  per  cent  increase  in  spite  of 
the  Commission's  decision  to  the  contrary  and  charges  are 
collected  accordingly. 

In  order  to  illustrate  what  this  amounts  to,  it  may  be  well 
to  state  that  these  short  haul  rates  prior  to  June  25,  1918,  if 
increased  25  and  40  per  cent  only  would  total  75  per  cent  in- 
crease over  the  rate  in  effect  on  June  24,  1918,  but  the  total 
increase  now  amounts  to  anywhere  from  75  per  cent  to  248  per 
cent,  and  we  have  figures  to  prove  this  happened  on  at  least 
one  line  and  it  is  probably  the  general  -situation. 

Does  the  manipulation  of  the  rates  in  this  manner  tend  to 
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GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  thf 
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WANTED — Representative  in  every  city,  active  and  well  ac- 
quainted with  Traffic  Managers,  and  capable  of  selling  Wetzel  Drop 
Front  Tariff  Files.  See  advertisement  this  issue.  Give  experience, 
references.  P.  A.  Wetzel  Co.,  Marquette  Bldg.,  Chicago. 

POSITION  WANTED — Traffic  Manager  presently  employed  wishes 
position  with  large  industry  offering  advancement.  Twenty  years' 
experience.  Best  possible  references  furnished.  Address  A.  C.  W., 
370,  care  Traffic  World,  Chicago. 

POSITION  WANTED — Present  freight  rate  maladjustment,  com- 
plexity of  tariffs,  claims,  etc.,  unquestionably  require  attention  thor- 
oughly experienced  traffic  man.  One  meeting  all  requirements  wishes 
to  make  connection  where  efforts  resulting  advantageously  to  em- 
ployer will  receive  substantial  recognition.  Specialty,  Southern  terri- 
tory. "Asset."  care  Traffic  World,  Chicago. 

FOR  SALE — Several  carloads  of  first-class  No.  1  oak,  6x8-8  feet, 
railroad  crossties  for  immediate  shipment.  L.  B.  Pearson,  Edwards- 
burg,  Mich. 
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A  large  per  cent  of  the  commerce  of  this  country 
must  be  handled  at  one  time  or  another  by  public 
warehouses.  In  selecting  a  custodian  of  your  mer- 
chandise the  same  care  should  be  exercised  as  in 
selecting  a  Banking  House  to  handle  your  funds. 

The  AMERICAN  CHAIN  OF  WAREHOUSES  is 
a  system  of  the  largest,  most  reliable  and  competent 
warehouse  companies  in  America,  forming  an  organi- 
zation international  in  character  and  unlimited  in  its 
usefulness  to  shippers. 

Send  for  illustrated  directory  of  American  ware- 
house and  transfer  companies,  just  off  the  press. 


American  Chain  of  Warehouses,  Inc. 
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Executive  Secretary  Chicago  Representative 
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Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 
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PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Trust  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C..  433  Munsey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 
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increase  the  good  will  of  the  shipping  public  towards  the  carrier? 
The  writer  ventures  to  say  that  the  adoption  of  modern 
business  principles  by  the  carriers  and  the  spirit  of  co-opera- 
tion will  result  in  the  cultivation  of  that  good  will  which  always 
will  assist  corporations  in  the  industrial  pursuits. 

A.   S.   Cameron    Steam   Pump   Works, 

W.  W.  White,  Traffic  Manager. 
New  York,  N.  Y.,  June  21,  1921. 

ENTRY  IN  FOOLISHNESS  CONTEST 


RAILROAD  VALUATIONS 

The  Commission,  June  27,  served  forty-four  supplemental 
tentative  valuations  on  the  carriers  involved,  in  which,  after 
consideration  of  all  the  facts  contained  in  the  original  and 
supplemental  tentative  valuations,  including  the  excess  cost 
of  carrier  lands,  appreciation,  depreciation,  going  concern  value, 
working  capital,  materials  and  supplies,  and  all  other  matters 
appearing  to  have  a  bearing  on  the  values,  it  states  its  estimate 
of  the  final  value  of  the  property  owned  and  used  and  owned  but 
not  devoted  to  common  carrier  purposes.  These  figures  are  also 
subject  to  revision. 

The  final  value  figures  of  the  property  used  for  common 
carriers  stated  as  of  June  30,  1914,  1915,  or  1916,  as  indicated, 
are  as  follows: 


Editor  The  Traffic  World: 

This  is  a  bid  for  the  "prize  for  foolishness" — see  your  edi- 
torial in  the  issue  of  June  11. 

It  is  not  easy  to  believe  that  members  of  the  I.  C.  C.  (much 
less  its  chairman)   flatter  themselves  that  their  wisdom  is  equal 

to   prescribing  rates   for  transportation   and   incidental   services      Bowd^  &  Tidewater   $2'llo'383 

by  common  carriers  that  will  produce  revenues  equal  to  6  per  Georg-fa,   SouYhe'rii' &' Florida.'.'                                                     9,86o'l9l 

cent  "on  the  aggregate  value   of  railway  property   used  in  the      Georgia   Northern    1915  877,868 

service    of    transportation,"    even    granting    them    the    right    to      Death  Valley   ...     11  357,54< 

arbitrarily  name  the  amount  of  such  value  and  change  it  ad  lib.  cESta*  S.outhb.ound. .                                            i"  1914               ™9'.l&0 

Without  the  ability  to  produce  a  given  volume  of  traffic  within      Hampton  &  Branc'hvilie  R.  R.  &  Lumber  Co 1915  I98,'l24 

a  given  space  of  time  such  a  proposition  is  the  thing  entitled  ^gj^thgrn         •;;;;;;;;;;;;;;;;;;;;;;;;        ;  »«               ™ ;||| 

to  the  "prize  for  foolishness.  Sylvania  Central    1915  150,882 

You  say:    "When  the  carriers  get  back  to  a  money-making      Texas    Midland     1914  3,096,851 

basis  it  will  be  time  enough  to  talk  about  the  shortcomings  of      New  Orleans,  Texas  &  Mexico li 

the  rate-making  section  of  the  transportation  act."     Unless  the      wrightsville   &   Tennnie" '".'":.'.' .".'.'"  1915  1597924 

number   of   customers   to   purchase   transportation    increases    or      Tooele   Valley 1915  '229*494 

those  obliged  to  buy  increase  the  volume,  one  must  wonder  when      Alabama  Central   Railway    

and  how  the  rail  carriers  are  to  get  back  to  a  "money  making  MiSSc>uH    Southern    '".'.'." '.'.'." '.'.'.'".:'.'".'.:"::".'  1914               920093 

basis."  Ray   &    Gila   Valley 1915  627*,593 

The  person  who  believes  that  high  transportation  rates  do      Quincy    Western    1915  62,213 

nnt   mi-tail   thp  vnliimp  nf  trafflr  i<5   in    trip  Bin  Van   Winklp  r>la«<5         Norfolk    Southern     1914  24,663,840 

Farmers'    Grain   &    Shipping   Co 1914  742,822 

The  one  that  thinks   transportation   by  railroad   at  the   present.     Brandon,  Devil's  Lake  &  Southern 1914  170.000 

scale  of  rates  will  not  deflect  rather  than  invite  traffic  belongs      Mississippi    Railroad    1916  576,632 

in    a    «till    rtnrkpr  asrp  Cape    CMrardeau    &    Northern 1914  1,257.716 

Potomac,    Frederickshurg    &    Piedmont 1916  561,234 

During  1917-18-19,  when  the  government  was  either  directly      Evansville   &   Indianapolis    1915  2,250,291 

or  indirectly — because  of  war-time  activities — furnishing  all  the      Santa  Fe,   Raccoon   &   Eastern 1916  226,22' 

volume  of  traffic  the  steam  roads  could  haul,  and  other  buyers      jftwggSf  Dakota**1™6816''"    1915  Mlo  488 

of    transportation    were    frantically    struggling    to    purchase    it,      Talbotton    '.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.  1915  78357 

there  appeared  and  developed  a  comparatively   new  transports-      Joplin    Union   Depot    1914  586,708 

tion  facility,  demonstrating  that  it  could  transport  all  kinds  of  ij1"^™^^  NcounTy Stem   ' 

package  commodities  safely,  swiftly,  economically,  and  profitably.  Mississippi  River  &  Bonne  Terre'! !.'.'.'.'.'.'.'!.'.'".'!"  1914            3,551*685 

About  what  portion  of  the  total  volume  of  package  goods  and      Hawkinsviile   &    Florida   Southern 1915  895,226 

I.  C.  L.  traffic  in  the  U.  S   is  moving  over  the  highways  is  prob-  AWgg^NtorthM*    „  .^.  .^ .................       .  1914                 92,400 

ably  unknown  but  the  estimate  of  50  per  cent  is  not  unreason-      Kinston-Carolina    1914  160841 

able.  Flint   River   &    Northeastern... ......I.......;.....   1915                 236*755 

Some    prominent    railway    officials    have    recently    expressed      Sarolinl  %  Yadkin   River 1915 

in  public  the  opinion  that  the  way  to  return  this  traffic  to  the  Greene   County    ...'.:'.'.'.'.'.'.'.'.'.'.'.:'.•'.'.'.::'.'.'.:'.'.'.'.'.:'.:  1915                152*977 

railroad  is  to  tax  the  trucks  to  the  point  of  making  them  quit      Tampa    &   Jacksonville    1915  500*000 

the  field.     Perhaps  this  idea  is  another  good  bio  for  the  prize.      Mississippi    Eastern    1915 

Motor  truck  carriage  of  goods  that  can  be  handled  by  one  or  AlbaTv  Passer^"?  T™  mlnaf  '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '. '.                          138901 

two  men  is  far  superior  in  every  way  to  carriage  by  rail,  and      Louisville    &    Wadley    1915  145,201 

it  is  here  to  stay  until  some  superior  way  is  introduced  to  super- 

sede  it  The   Commission   at   the   same   time   served   eight   tentative 

The  only  way  the  rail  carriers  can  get  any  of  it  back,  or  stop  valuations,   giving   the   corporate    history     cost   of    reproduction 

its  gaining  volume,  is  to  quickly  adopt  pick  up  and  store  door  ne^'   f st  °f  ^T^f™   Ief   depreciation,   original   cost,   etc., 

handling,  which  service  must  be  sold  at  rates  lower  than  indi-  and  a        the  final  value  aS  follows- 

viduals  can  perform  with  profit.     As  to  the  volume  of  commerce  Kennebec  "central'.". '.'.'.'.'.'..'.'.'.'.'.'.'.'.'.'.'.'.'.'.'...'.'.'.'.'.'.'.  1916 

increasing  so  that  the  railroads  can  get  back  to  "a  money-mak-      Bullfrog  &   Goldfleld    "".'.!!    1915  1,463*276 

ing  basis,"  let  me  offer  a  few  platitudes:  Washington,    Potomac    &    Chesapeake 1: 

Trade  increases  and  expands  when  it  can  be   conducted  at  Goid^'boro  Union'stati'on".                                   '.'.'.'.  1914               "s'ooo 

a  profit.     Trade  declines  when  it  ceases  to  be  profitable  to  con-      Hardwick  &  Woodbury   1916  237*906 

duct  it.     Every   factor  that  influences  and   affects  cost  adds  to      Monson    1916  77,113 

or  curtails  the  volume  of  trade.  It  is  of  no  account  to  the  Tentative  valuations  of  the  Central  of  Georgia  and  its  sub- 
buyer  of  raw  material,  the  manufacturer,  the  wholesaler,  or  sidiaries — the  Smoky  Mountain,  the  Norfolk  Terminal,  and  the 
retailer  what  he  pays  if  he  can  sell  at  a  profit.  Railroads  must  Spokane  &  British  Columbia — were  made  public  by  the  Commis- 
find  ways  to  decrease  costs  so  as  to  offer  their  product  (trans-  sion  June  29. 

portation)    at  rates  low  enough   to  attract  customers  and   thus  The    final    value    of    the    property    used  by  the  Central  of 

increase  volume.     If  government  prevents  them  from  doing  that,  Georgia  and  its  subsidiaries,  the  latter  being  the  Southwestern 

then  government  must  meet  its  responsibility  for  results  to  the  Railroad   Company,   the  Augusta   &   Savannah,   and  the   Chatta- 

railroads.  hoochee  &  Gulf,  is  shown  as  being  $79,083,523,  of  which  it  owns 

Boston,  Mass.,  June  25,  1921.                    William  M.  Chase.  $64,231,034.     The  valuation  is  as  of  June  30,  1915.     The  capital- 
ization on  that  date  was  $57,037,350;   mileage,  2,530;    the  book 

BAD  ORDER  CARS  NOT  COUNTED   IN   <?URPI  lie  investment,   in   owned   and   used   property,   $62,003,324;    cost   of 

IN   SURPLUS  reproduction   new   of   the   property  used   other  than   land,   $75,- 

The  car  service  division  of  the  American  Railway  Associa-  428,870;   cost  of  reproduction,  less  depreciation,  of  the  property 

tion  has   advised   carriers  that  it  should   be  understood   by  all  used,    $58,826,776;    present  value   of   the   land,    $11,512,915;    and 

roads  reporting  car  surplusages  and  car  shortages  that  cars  in  excess  cost  of  land,  $8,801,022. 

bad  order  are  not  to  be  included  in  the  count  of  car  surplus.  The  final   value   of   the   Smoky   Mountain  Railroad  was  re- 

The  car  surplus  report  should  only  include  cars  other  than  those  ported  as  $143,794  as  of  June  30,  1915;  of  the  Norfolk  Terminal, 

reported  as  bad  order  and  not  required  for  service  during  the  $1,007,387,  as  of  June  30,  1914;    and  of  the  Spokane  &  British 

period  covered  by  the  report,  the  division  said.  Columbia.  $722,423,  as  of  June  30,  1915. 

The  final  value,  tentatively  stated,  was  promulgated  on  June 
30,  for  railroads  mentioned,  as  follows: 

WILLIAMSPORT  &  NORTH   BRANCH   BONDS  Gainsville  Midland,  as  of  June  30,  1915,  $1,174,665;  St.  Johns 

The  Williamsport  &  North  Branch  Railway  Company  has  River  Terminal,  as  of  June  30,  1915,  $1,880,705;  Spokane  &  In- 
been  authorized,  in  finance  docket  No.  1453,  to  issue  at  par,  $200,-  ternational  Railway,  as  of  June  30,  1917,  $5,330,039;  Coeur  d'Alene 
000  worth  of  6  per  cent  gold  bonds;  $200,000  worth  of  non-  &  Pond  d'Oreille,  as  of  June  30,  1917,  $400,000;  Tonopah  &  Gold- 
cumulative  6  per  cent  preferred  stock  and  $500,000  worth  of  field,  as  of  June  30,  1915,  $1,856,150;  Washington,  Potomac  & 
common  stock  in  full  payment  of  the  property  of  the  Williams-  Chesapeake,  as  of  June  30,  1915,  $216,656;  Delaware  &  Northern, 
pany  under  foreclosure  proceedings  in  April.  as  of  June  30,  1916,  $1,417,210;  and  Choctaw  &  Caddo,  as  of  June 
port  &  North  Branch  Railroad  Company,  sold  to  the  new  com-  30,  1916,  $238,161. 
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THREE  STAR  LINE 

(St6.  les  Affr6teurs  R6unis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Klenanpel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


NOSA  LINE 


Monthly  Sailing*  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1*  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orieanship" 


Ne*v  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ELDORADO,  Sailing  from  New  Orleans  early  July 
S.S.   IRIS,  Sailing  from  New  Orleans  late  July,  early  August 
S.S.  LAKE  GUNNI,  Sailing  from  Galveston  late  July 

Sailing  from  New  Orleans  early  August 
S.S.  ALVARADO,  Sailing  from  New  Orleans  late  August 

Rites  ijuoud,  b.okinji  >nd  other  informilion  furnished  upon  spplicslien 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 
Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

Gilveston,  Teiai      Tei»»  City        New  York  City       San  Francisco,  Calif. 


Camphuis  &  Company.  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization    on   the   Mexican   Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


Pacific  Mail  Steamship  Co. 

Under  American  F/of-PASSENGERS  AND  FREIGHT  Ettabliihtd  1S48 

TRANS-PACIFIC  SERVICE 

"The  Sun, hint  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

nger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

steamer  Empire  State  (July  30th):  5.  S.  Golden  State 
(August  6th) :  and  pending  delivery3  other  U.  S.  S.  B.  steamers 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

Granite  State  (July  I  2th):       5.  S.  Creole  State  (August  13th) 
S.  S.  Wolverine  State  (September  14th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 
Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libertad,  Corinto,  Panama  Canal.  Kingston,  Havana 

5.  5.  Colombia  sails  from  San  Francisco  July  20th,  from  Baltimore  Aug.  30th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon.  Singapore,  Penang.  Rangoon, 

Calcutta 
Freight  only.    Sailings  every  ten  day* — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,   Colombo,  Bombay, 

Alexandria,   Bizerta,  Marseille!,   Barcelona,   thence  Baltimore, 

Cristobal,  Los  Angelea  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  itiued  to  mnd  from  point*  beyond  port*  »f  cmll 
General  Pattenger  end  Ticket  offices     621  Market  St.,  San  f  r.nci.c* 

General  Office*:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 
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Personal  Notes 


to  be  held  for  the  present,  it  being  decided  that  the  members 
of  the  new  organizations  would  meet  for  luncheon  at  the  City 
Club  as  often  as  possible  for  the  purpose  of  discussing  plans. 


At  a  meeting  of  indus- 
trial traffic  men,  held  in 
the  Benson  Hotel,  May  26, 
the  In  du  s  tr  ial 'Traffic: 
Club  of  Portland,  Ore.,, 
was  organized.  This  new 
organization  will  work  in 
harmony  with  the  Port- 
land Transportation  Club 
and  plans  to  operate 
along  the  lines  of  similar 
organizations  in  other 
cities  to  bring  about  co- 
operation and  fellowship^ 
among  the  industrial 
traffic  men  of  the  city. 
The  officers  elected  are 
as  follows :  President, 
C.  T.  Spooner,  traffic  man- 
ager, Blumauer-F  rank 
Drug  Company  (photo- 
graph herewith  pub- 
lished) ;  vice-president, 
W.  H.  Sainsbury,  traffic 
manager,  Clarke,  Wood- 
ward Drug  Company; 
secretary,  F.  P.  Ken- 
singer,  traffic  manager, 
Tru-Blu  Biscuit  Com- 
'pany;  treasurer,  F.  O. 
Curtis,  traffic  manager,  Blake  McFall  Company. 

T.  D.  Geoghegan,  traffic  manager  of  the  Gulf,  Mobile  & 
Northern  Railroad,  has  resigned,  effective  July  1. 

N.  Stevenson,  traffic  manager  for  B.  F.  Avery  &  Sons,  at 
Louisville,  has  resigned  on  account  of  ill  health.  He  has  been 
succeeded  by  S.  A.  Cash. 

Roy  Pope  has  been  appointed  general  freight  agent  for  the 
Americus  &  Atlantic  Railroad  at  Atlanta. 

E.  E.  Bailey  has  been  appointed  commercial  agent  for  the 
Louisiana  Railway  &  Navigation  Company  at  Shreveport,  suc- 
ceeding A.  E.  Bently,  who  has  been  assigned  to  other  duties. 

T.  L.  Wolfe,  for  the  last  five  years  vice-president  and  traffic 
manager  for  the  A.  E.  Staley  Manufacturing  Company  of 
Decatur,  111.,  and  a  leading  figure  in  the  progress  of  the  Traffic 
Club  of  Decatur,  has  resigned  and  is  at  present  resting.  He  is 
succeeded  as  traffic  manager  of  the  Staley  company  by  Thornton 
Burwell,  his  former  assistant. 

R.  C.  Creager  has  been  appointed  assistant  foreign  freight 
agent  for  the  Chesapeake  &  Ohio  at  New  York  City. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  first  meeting  of  the  newly  elected  board  of  govern- 
ors of  the  Traffic  Club  of  Wheeling  the  following  officers  were 
elected:  President,  H.  H.  Marsh;  vice-president,  H.  J.  Hofmann; 
treasurer,  C.  W.  Henry;  secretary,  P.  M.  Neigh.  The  board  of 
governors,  which  was  elected  at  the  annual  meeting  and  outing 
at  the  Wheeling  County  Club,  June  21,  consists  of  the  following: 
C.  W.  Henry,  W.  H.  Higgins,  P.  M.  Neigh,  H.  H.  Marsh,  J.  A. 
Fleming,  R.  J.  Miedel,  E.  C.  Jepson,  H.  J.  Hofmann,  A.  P.  Oxtoby, 
S.  C.  Williams,  G.  W.  Koonce,  Douglas  Vass. 


The  Traffic  Club  of  St.  Louis  is  to  hold  its  annual  outing 
at  the  Wabash^  Club  July  19.  A  program  of  sports  and  amuse- 
ments is  being  planned. 


Will  J.  Cooper  gave  an  illustrated  lecture  on  Hawaii  before 
the  Traffic  Club  of  Chicago,  June  30.  Members  of  the  General 
Agents'  Association  and  the  Chicago  Passenger  Club  were  guests. 


Among  the  guests  of  the  Traffic  Club  of  Kansas  City  at  its 
dinner,  held  in  the  City  Club  Rooms,  June  24,  were  Governor 
McKelvie  of  Nebraska  and  Goveronr  Hyde  of  Missouri.  Both 
of  the  governors  spoke  on  the  necessity  for  business  principles 
in  government.  Samuel  R.  Knighton,  president  of  the  National 
Federated  Flour  Clubs,  spoke  on  "Co-operation  Between  Shipper 
and  Carrier."  Frank  M.  Cole,  president  of  the  Traffic  Club, 
presided. 


A  number  of  representative  railroad  and  industrial  traffic 
men  met  at  the  City  Club,  Los  Angeles,  June  22,  for  the  pur- 
pose of  organizing  a  traffic  club  to  represent  Los  Angeles  and 
southern  California.  J.  M.  Ford,  traffic  manager  for  Blake,  Mof- 
fltt  &  Towne,  Los  Angeles,  was  elected  president  and  a  cam- 
paign for  membership  was  launched.  No  general  meetings  are 


The  Transportation  Club  of  Peoria  held  its  annual  picnic  at 
the  Automobile  Club,  June  29.  Those  who  attended  were  trans- 
ported by  steamer  up  the  Illinois  River  to  the  place  of  the  out- 
ing. Music,  amusements  and  refreshments  were  provided. 


HIGHWAY  TRANSPORTATION 

The  Traffic  World  Washington  Bureau 

"A  new  era  in  transportation  confronts  the  United  States," 
said  Senator  Townsend  of  Michigan,  chairman  of  the  committee 
on  post  offices  and  post  roads,  in  the  report  recommending 
passage  of  the  committee's  bill  providing  for  the  establishment, 
construction  and  maintenance  of  a  post  roads  and  interstate 
highway  system  and  for  the  creation  of  a  federal  highway  com- 
mission (S.  1355). 

"An  evolution  of  far-reaching  social,  political  and  industrial 
importance  has  been  effected  through  the  constantly  growing 
use  of  highway  transport.  The  modern  motor  vehicle  has  ren- 
dered obsolete  old  methods  of  highway  construction,  maintenance 
and  administration.  The  question  is  no  longer  local  alone  in 
application;  it  is  national.  Obviously  our  highway  policies  must 
be  broadened  and  strengthened  to  meet  this  changed  condition 
if  public  expenditures  are  to  be  conserved  and  the  best  interests 
of  the  nation  cared  for.  Living  costs  can  be  reduced,  our  de- 
fense strengthened,  and  a  new  spirit  of  nationalism  created  if 
we  use  intelligently  this  new  means  of  communication  between 
communities  and  states. 

"The  need  for  a  national  policy  that  will  develop  a  con- 
nected and  correlating  system  of  public  highways  that  will  ade- 
quately serve  the  requirements  of  the  whole  country  and  reduce 
the  cost  of  transportation  between  producer  and  consumer,  a 
system  that  will  supplement  our  great  railroad  and  water  trans- 
portation, is  apparent  to  every  student  of  this  question." 


ELBERTON  &  EASTERN  BONDS 

The  Elberton  &  Eastern,  in  finance  docket  No.  1201,  has  been 
authorized  to  issue,  at  par,  for  cash,  $12,050  of  first  mortgage 
5  per  cent  gold  bonds  to  reimburse  its  treasury  for  payments 
made  from  income  on  improvements  and  betterments. 


CERTIFICATE   NOT   NEEDED 

The  Commission  has  decided,  in  finance  docket  No.  1172, 
that  the  Tennessee  &  North  Carolina  Railway  Company  has  a 
road  that  was  constructed  and  in  operation  before  the  effective 
date  of  paragraph  (18),  section  1,  of  the  interstate  commerce 
law,  and  does  not  need  a  certificate  from  the  Commission  under 
that  paragraph.  It  has,  therefore,  dismissed  the  case.  The  Com- 
mission intimated  that  application  should  be  made  under  sec- 
tion 5  for  permission  to  operate. 


G.  T.  W.  ACQUIREMENT  OF   ROAD 

The  Commission  has  dismissed  finance  docket  No.  1289, 
holding  that  the  Grand  Trunk  Western  does  not  need  a  certificate 
of  convenience  to  acquire  and  operate  the  Lansing  Connecting 
Railroad  in  Ingham  County,  Michigan.  No  application  has  been 
made  under  section  5,  the  Commission  said. 


SOUTHERN    RAILWAY    PAYS    DEBT 

The  War  Finance  Corporation  has  announced  that  the 
Southern  Railway  has  repaid  to  the  War  Finance  Corporation 
$5,000,000  on  account  of  the  advance  of  $7,400,000  made  to  the 
Southern  Railway  System  in  1919. 


AGREEMENT   NOT  A   SECURITY 

An  agreement  with  the  War  Department  to  buy  a  locomotive 
and  pay  for  it  in  nine  equal  annual  installments,  after  the  initial 
cash  payment  equal  to  one  installment,  is  not  regarded  by  the 
Commission  as  a  "security"  issued  by  a  railroad  company. 
Therefore,  it  has  dismissed  finance  docket  No.  1444,  in  which 
the  Louisiana  Railway  &  Navigation  Company  asked  for  a  cer- 
tificate on  the  theory  that  it  was  issuing  a  security.  No  notes 
were  given  to  cover  the  payments  due  in  November  each  year 
for  the  $22,500  to  be  paid  for  the  locomotive  in  annual  install- 
ments after  the  first  cash  payment  of  $2,500  upon  the  delivery 
of  the  locomotive. 


M.  ST.  P.  &  S.  STE.   MARIE   NOTES 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  has  been 
authorized,  in  finance  docket  No.  1257,  to  issue  $2,400,000  of 
equipment  notes,  interest  at  6.5  per  cent,  payable  semi-annually. 
The  notes  are  to  cover  the  unpaid  balances  on  650  box  cars,  400 
stock  cars,  250  refrigerator  cars  and  three  dining  cars,  the  cost 
of  which  will  be  $3,303,685. 
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Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  gave  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  Interstate  commerce  ruUntra?  —  to 
handle  more  advantageously  the  problems  that  come  up  in 
' — estlc  and  foreign  truffle?     Tli.-n  invetHiftate  tho  LaSnlle  Problem 
_  .'thod  of  home-Ptucly  In   Interstate  Commerce  and  Industrial  and 
Kailway  Traffic  Management.     Find  out  how  thin  course  can  assist 
you  to  better   knowledge  of  traffic  management   by  giving  you 
^    the  experience  of  more  than  70  of  America's  well  known  HUlhor- 
Hies   and    traffic    executives.      Write    for  catalog    and 
low  coat  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  795-T         CHICAGO,  ILLINOIS 

7 he  l.argett  llutmeas  Training  /iMfiMt'on  in  the  Worltl 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.    OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 
between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 
,  Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamer.) 


SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 
SS  "VINITA" 
SS  "WEST  KADER" 


July  18 
August  8 
August  29 
September  19 


Transhipment  at  Shanghai   to   American    River  steamers   for 

Nanking,    Pukow,    Hankow    and     other     open 

Yangtse  River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office! 

Board  of  Trade  Building,  Portland,  Oregon 


FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT  ? 


If  ao,  let  us  figure  your  .aid-down  cost.     If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

A-  c-  SHERRARD,  Manager 

Steamship  Agents,  Customs  Brokers,  Forwarding  Agents 
Suite  1201,  14  East.  Jackson  Boulevard,  Chicago 
Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boston       Philadelphia       Baltimore       New  Orleans       Seattle      San  Francisco 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go. 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon*  No.  4883  SAVANNAH,     GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

EntnhlUhed  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  charge  on  carload  shipment.. 


SEATTLE  TRANSFER  CO. 


123  Jackson  St. 


Seattle,  Wash. 


Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 


ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage.     IncunuMa  rm» 
11  centa.     Members  of  American  Warehousemen's  Aaaodatioc  i 
American  Chain  of  Warehouses. 

Write  for  particulars. 
B.    R.   s\   P.   WAREHOUSE,    Inc.  KINO   AND    MAIM-K   ITS. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,900  Capital 
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OKLAHOMA  INTRASTATE  RATES 

The  Traffic  World  Washington  Bureau 

The  Corporation  Commission  of  Oklahoma,  which  issued  an 
order,  effective  June  10,  denying  the  carriers  operating  in  that 
state  permission  to  continue  the  application  to  intrastate  traffic 
of  the  percentage  increases  fixed  in  Ex  Parte  74,  based  its  action 
on  a  finding  that,  with  the  removal  of  the  increases,  Oklahoma 
would  still  be  paying  an  average  rate  materially  higher  than 
paid  by  the  entire  western  district  after  applying  the  increases 
under  Ex  Parte  74.  The  carriers  have  appealed  to  the  Commis- 
sion, which  has  ordered  an  investigation. 

The  following  is  quoted  from  the  report  of  the  state  commis- 
sion: 

The  Corporation  Commission,  through  its  rate  experts,  offered  in 
testimony  an  investigation  made  from  the  records  furnished  and  filed 
by  the  carriers  with  the  Commission,  which  showed  that  the  Okla- 
homa shippers  directly,  and  the  Oklahoma  consumer  indirectly,  are 
now  and  have  been  paying  more  than  a  just  and  equitable  share  of 
the  transportation  charges  authorized  for  application  on  interstate 
business  by  the  Interstate  Commerce  Commission  under  its  Order  in 
Ex  Parte  74,  and  that  reductions  in  these  charges  would  be  now 
justified — this  testimony  stands  unrefuted. 

As  an  example  *  *  «  the  ton  mile  charges  were  shown  to  be 
as  follows,  to- wit: 

Rev.  per 
Average       Cents  per  Loaded 

Classification  Loading     Ton   per  Mile     Car  Mile 

All     Districts     25.45  1.310  33.33 

Eastern   District    25.38  1.233  34.99 

Southern    District    26.12  1.172  30.76 

Western    District    22.18  1.478  32.78 

Oklahoma     1.779  39.66 

*  *     *     The   unrefuted   evidence    before   the   Commission   is   that 
with  the  35 '  per  cent  increase,  heretofore  granted,   entirely  eliminated 
from  all  Oklahoma  traffic,  the  shippers  and  consumers  would  still  pay 
a  slightly  higher  freight  rate  than  the  average  of  the  United  States. 

*  *     *     Much   of  this   discrimination  is   of   long  standing,   dating 
back  to  the  time  when  there  was  no  State  of  Oklahoma,  and  no  or- 
ganized body  to  defend  the  interests  of  the  shippers  who  then  occu- 
pied this  territory.     So  long  as  the  present  gross  discrimination  con- 
tinues against  traffic  moving  from  and  to  Oklahoma,   the  Corporation 
Commission   of  the   state   feels   justified   in    refusing    to  be  longer  the 
instrumentality   through   which   similarly   excessive   rates   are   applied 
to   traffic   moving   wholly   within    the    state.      If   the   20    p«r    cent    dis- 
crimination against  our  interstate  business,  which  is  shown  to  repre- 
sent 85  per  cent  of  the  total,  can  be  removed,  then  we  could  cheer- 
fully  join   in   bringing   intrastate    rates  of  every   character   back   to   a 
parity   with    interstate    rates.      If    these    rates    are    to   be    kept    at    a 
parity   without   such   an    equitable    adjustment,    it   must   be    done   by 
others. 

Intrastate  and  interstate  rates  should  be  on  a  parity:  both  the 
Constitution  and  the  Statutes  of  the  United  States  require  it;  but  the 
removal  of  the  discrimination  existing  against  our  interstate  business 
as  compared  to  adjoining  states  is  by  far  the  most  important  part 
of  this  adjustment. 

In  the  matter  of  passenger  rates  *  *  *  it  develops  that  with 
the  35  per  cent  increased  freight  rate,  the  20  per  cent  increased  pas- 
senger fare  and  the  Pullman  surcharge  each  eliminated  from  the 
intrastate  business,  Oklahoma  will  still  be  paying  upon  all  business  an 
average  rate  materially  higher  than  is  paid  by  the  entire  Western 
District  after  applying  the  increase  provided  by  Ex  Parte  74. 


RATES  FOR  MILEAGE  BOOKS 

The  Traffic  World  Washington  Bureau 

A  hearing  was  held  June  27  before  a  subcommittee  of  the 
Senate  interstate  commerce  committee  on  pending  bills  provid- 
ing for  the  issuance  of  mileage  books  at  reduced  rates.  J.  R. 
Crawford,  national  chairman  of  the  railroad  committee  of  the 
Travelers'  Protective  Association,  ur.ged  enactment  of  a  bill  pro- 
viding for  mileage  books  of  not  less  than  3,000  miles  nor  more 
than  5,000  miles  at  rates  25  per  cent  below  the  regular  passenger 
fares.  He  believed  that  such  action  would  result  in  the  stimu- 
lation of  business  generally  by  keeping  commercial  travelers  on 
the  road.  The  issuance  of  5,000-mile  mileage  books,  it  was 
pointed  out,  would  be  used  only  by  those  who  must  travel  prac- 
tically continually. 

C.  A.  Fox,  chairman  of  the  Central  Passenger  Association, 
appearing  for  the  railroads,  opposed  the  legislation  on  the 
ground  that  since  nearly  one-third  of  the  railroads'  passenger 
traffic  is  composed  of  commercial  traveler  business,  the  reduc- 
tion asked  would  seriously  affect  the  carriers'  revenues.  Sena- 
tor Watson,  of  Indiana,  is  chairman  of  the  subcommittee.  The 
hearing  was  concluded  and  the  subcommittee  will  take  action  in 
the  matter  later. 


DELTA  SOUTHERN  ABANDONMENT 

The  Traffic   World   Washington  Bureau 

The  Delta  Southern  Railway  has  applied  to  the  Commission 
for  a  certificate  of  public  convenience  and  necessity  authorizing 
it  to  abandon  its  line  of  railroad,  consisting  of  approximately 
52.11  miles  of  main-line  track  located  in  the  Mississippi  counties 
of  Washington,  Bolivar,  Sharkey,  Leflore,  Sunflower  and  Hum- 
phreys, and  5.74  miles  of  sidings,  spurs,  etc. 

"The  location  and  present  condition  of  the  property,  the 
competition  that  it  has  to  enter  into  with  the  Yazoo  &  Missis- 
sippi Valley  Railroad  and  with  boats  on  the  Yazoo  and  Sunflower 
rivers,  the  character  of  the  country  through  which  said  road 
runs,  and  the  business  interests  upon  said  line  of  road  are  all 
such  that  it  is  utterly  impossible  to  operate  said  property  except 
at  a  large  loss,"  the  company  says  in  its  petition. 


Mortgage  foreclosure  proceedings  were  brought  against  the 
company  by  the  Guaranty  Trust  Company  of  New  York,  Decem- 
ber 29,  1920,  on  default  of  a  mortgage  of  $1,058,000,  and  a  fed- 
eral court  in  Mississippi  ordered  the  property  sold.  It  devel- 
oped, however,  the  applicant  says,  that  the  property  could  not 
be  sold  as  an  entirety  or  in  separate  parcels  unless  the  pur- 
chasers are  assured  they  will  not  be  required  to  operate  the 
road.  The  court  then  ordered  the  company  to  apply  to  the  Com- 
mission for  authority  to  abandoon  the  road. 


PERMISSION  TO  ACQUIRE  RAILROAD 

The  Commission  has  authorized  the  Arkansas  &  Louisiana 
Missouri  Railway  Company  to  acquire  and  operate  a  line  of  rail- 
road extending  from  Bastrop,  La.,  to  Crossett,  Ark.,  approxi- 
mately 30  miles  long.  The  Arkansas  &  Louisiana  Midland  for- 
merly owned  and  operated  the  line.  It  went  into  receivers' 
hands  and  the  applicant  was  organized  to  take  over  the  property. 
The  application  asked  for  authority  to  acquire  and  operate  a 
line  of  railroad  from  Monroe,  La.,  to  Crossett,  Ark.,  a  distance 
of  52.9  miles.  Permission  was  asked  to  abandon  that  portion  of 
the  line  from  Rolfe  Junction  to  Hamburg,  Ark.,  but  the  Com- 
mission found  that  that  part  of  the  line  was  discontinued  before 
the  effective  date  of  its  jurisdiction  and  dismissed  that  part  of 
the  application. 


GULF  &   NORTHERN    BONDS 

The  Gulf  &  Northern  Railway  Company,  in  an  application 
filed  with  the  Commission,  asks  authority  to  issue  25-year  5 
per  cent  first  mortgage  gold  bonds  to  an  amount  not  exceeding 
$341,802.64,  the  proceeds  of  the  issue  to  be  used  in  payment 
for  the  construction  of  14.8  miles  of  railroad  from  Newton  to 
Wiergate,  Tex.  The  bonds  will  be  delivered  to  the  A.  T.  & 
S.  F.  in  reimbursement  for  materials,  supplies,  equipment  and 
cash  furnished  by  that  carrier  to  the  applicant  for  the  construc- 
tion of  the  line,  which  has  been  completed. 


LOAN    FOR    BOSTON   &   MAINE 

The  Boston  &  Maine  has  applied  to  the  Commission  for  a 
loan  of  $3,049,000  for  fifteen  years  to  meet  bonds  aggregating 
that  amount  which  fall  due  October  1  and  November  1,  1921,  and 
January  1,  1922.  The  company  says  it  is  unable  to  get  the 
needed  money  from  any  other  source  and  that  inability  to  meet 
the  maturities  will  further  impair  its  credit.  The  Commission 
to  date  has  authorized  loans  to  the  B.  &  M.  aggregating  $11,656,- 
479,  according  to  the  application. 


LOANS  TO   RAILROADS 

Three  loans  to  carriers  through  the  National  Railway  Serv- 
ice Corporation  were  approved  by  the  Commission  June  29.  The 
Minneapolis  &  St.  Louis  will  get  $386,190  to  aid  it  in  meeting 
maturing  indebtedness  and  in  providing  itself  with  new  equip- 
ment and  additions  and  betterments.  The  Wheeling  &  Lake 
Erie  will  get  $3,304,000  and  the  Chicago,  Rock  Island  &  Pacific 
$1,568,540,  for  the  same  purpose. 


C.,  T.  &  S.  OF  ARK.  NOTES 

The  Cairo,  Truman  &  Southern  of  Arkansas,  in  an  applica- 
tion filed  with  the  Commission,  asks  authority  to  issue  serial 
short  term  notes  in  the  aggregate  sum  of  $250,000  at  6  per  cent 
interest,  for  the  purpose  of  refunding  its  present  floating  indebt- 
deness  of  $172,019.44,  and  for  the  further  purpose  of  repairing 
its  lines  of  railroad  and  doing  additional  construction  work  re- 
quired by  the  state  of  Arkansas. 


PETITION   FOR  ABANDONMENT 

The  Atchison,  Topeka  &  Santa  Fe  has  applied  to  the  Com- 
mission for  authority  to  abandon  a  portion  of  its  line  of  railroad, 
known  as  its  Burnett  branch,  in  Kay  County,  Oklahoma,  4.67 
miles  long.  The  branch  was  constructed  in  1917  to  serve  the 
Blackwell  oil  field,  but  the  oil  field  and  traffic  incident  to  the 
operation  thereof  have  disappeared,  the  company  states. 


DALLAS  TERMINAL  CO.  NOTES 

An  order  authorizing  the  Union  Terminal  Company  of  Dal- 
las, Tex.,  to  enter  into  extension  agreements  with  the  holders 
of  notes  aggregating  $550,000.01,  due  October  10,  1921,  so  as  to 
make  the  same  mature  October  10,  1922,  is  asked  by  the  terminal 
company  in  an  application  filed  with  the  Commission. 


PETITION    FOR   ABANDONMENT 

The  Bennettsville  &  Cheraw  Railroad  Company  has  applied 
to  the  Commission  for  authority  to  abandon  10%  miles  of  track, 
located  between  Brownsville,  S.  C.,  and  Sellers,  S.  C.  The  com- 
pany says  the  line  is  not  a  public  necessity  and  that  it  is  being 
operated  at  a  loss. 


CHANGE    IN   DOCKET 

Hearing  in  I.  and  S.  1335,  policing  shipments  of  intoxicating 
liquors  in  Western  Trunk  Line  territory,  assigned  for  July  1  at 
Chicago,  was  canceled. 
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Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 


Ship  Through  the 

Port  of  Los  Angeles 

34  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS: 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $5,800,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Write  for  Illuttrated  Book  and  Port  Map* 

Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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Digest  of  New  Complaints 

• , . • 

No.  12560,  Sub.  No.  1.     Seneca  Iron  &  Steel  Co.  et  al.,  Buffalo,  N.  Y., 
vs.   Pennsylvania  et  al. 

Unjust  and  unreasonable  rates  on  coal  from  the  Connellsville 
district  in  Pennsylvania  to  Buffalo  and  other  destinations  in  New 
York,  because  and  to  the  extent  they  exceed  or  exceeded  rates 
from  the  Pittsburgh  district.  Asks  just  and  reasonable  rates  and 
reparation. 

No.  12828.     Michigan  Paper  Mills  Traffic  Assn.,  Kalamazoo,  Mich.,  vs. 
C.  &  O.  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  coal  from 
the   Ohio   and   inner  and  outer  Crescent   fields   to   destinations   in 
Indiana    and    Michigan.     Asks    cease   and   desist   order,    just    and 
reasonable  rates  and  reparation. 
No.  12829.     Republic  of  France  vs.  Indiana  Harbor  Belt  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  billets  and  blooms  from  Indiana  Harbor,  Ind.,  to 
New  Orleans,  La.,  and  reconsigned  to  Port  Arthur,  Tex.  Asks 
reparation. 

No.  12830.     Klamath   County    (Ore.)    Chamber   of   Commerce   vs.    Sou. 
Pac.  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  preferen- 
tial class  rates  between  points  in  Klamath  County  (Ore.)  and 
points  in  Oregon,  including  Portland  and  Medford  and  points 
south  of  Portland,  as  compared  with  rates  accorded  shippers  at 
San  Francisco  and  other  California  points.  Asks  just  and  reason- 
able rates. 

No.    12831.      Butterworth-Judson    Corporation.    New    York,    N.    Y      vs 
Central  R.  R.  of  N.  J.  and  Payne,  as  agent. 

Unjust   and    unreasonable    rates    on    crude    sulphur    from    Jersey 
City,  N.  J.,  New  York  harbor,  to  Newark,  N.  J.     Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 
No.    12832.     Southern   Manganese   Corporation,   Anniston,   Ala.,   vs.    L. 
&  N. 

Unjust  and  unreasonable  rates  on  manganese  ore  from  Birming- 
ham to  Anniston,  Ala.  Asks  cease  and  desist  order  and  repara- 
tion. 

No.    12833.      The    Kalbfleisch    Corporation,    Chattanooga,    T'enn       vs 
Southern  et  al. 

Unjust   and   unreasonable    rate    on    alum    from    Chattanooga    to 
Norfolk,  Va.     Asks  reasonable  rates  and  reparation. 
No.  12833,  Sub.  No.  1.     Same  vs.  Central  of  Georgia  et  al. 

Same  complaint  as  to  rates  on  alum  from  Chattanooga  to  L/odi, 
N.  J.  feame  prayer. 

No.  12834.  Victory  Window  Glass  Co.,  Sapulpa,  Okla.,  vs.  A.  T.  & 
S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  glass  sand  from  Gray's  Sum- 
Tliiicr       '  to  Augusta.  Kan.     Asks  reasonable  rates  and  reparation. 
ISO.  12835.     Harrison  Ball  and  others,  doing  business  as  Ball,  Seligman 
&  Co..  Tamaqua,  Pa.,  vs.  New  York,  Philadelphia  &  Norfolk  et  al. 
Lnjust    and    unreasonable    and    unduly    discriminatory    rates    on 
mine  props  from  the  eastern  shore  counties  of  Virigina  to  destina- 
tions in  the  anthracite  regions  of  Pennsylvania  in  1917.     Asks  rea- 
sonable rates  and  reparation. 

No.  12836.  The  Albert  R.  Hostetter  Co.,  Dayton,  O.,  vs.  Dayton  To- 
ledo &  Chicago  et  al. 

Unjust  and  unreasonable  rates  on  dried  sweet  corn  by  reason  of 
omission   of   rating   thereon-  in    Consolidated    Class' n    No     1    from 
Union,   O.,    to  Chicago  and   Kansas   City.     Asks   reasonable    rates 
and  reparation. 
No.  12837.    Julius  W.  Nicholes,  Charlestan,  S.  C.,  vs.  Seaboard 

Unjust,    unreasonable    and    unduly    prejudicial    rates    on    empty 
truck    barrels    from    Norfolk,    Va.,    to    Weehawken,    S.    C.      Asks 
reasonable  rates  and  reparation. 
No.  12838.    Elk  Tanning  Co.,  Blossburg,  Pa.,  vs.  Erie  et  al 

ITnjust  and   unreasonable   rates  on   leather  from  Blossburg    Pa  , 
«»?.?•  Mass-     Asks  reasonable  rates  and  reparation. 
No.     12839.      Providence    Fruit    and    Produce    Exchange,     Providence 
R.  I.,  vs.  Rhode  Island  Co.  et  al. 

Against  a  switching  rate  of  $5  at  Fox  Point  and  South  Provi- 
dence within  switching  district  of  Providence  as  unjust  and  un- 
reasonable. Asks  reasonable  rate  and  reparation. 

No.  12840.  G.  B.  Markle  Co.,  now  Jeddo-Highland  Coal  Co.,  Jeddo 
Pa.,  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  anthracite  coal  shipped  be- 
tween June  25,  1918,  and  March  22,  1919,  from  various  mines  and 
culm  banks  to  various  breakers  in  the  Lehigh  region  of  Pennsyl- 
vania. Asks  reparation. 

No.  12841.  The  Chicago,  Lake  Shore  &  South  Bend  Ry.  Co.  vs.  Illi- 
nois Central. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial or  preferential  rates  on  coal  from  Cass,  Ind.,  to  Michigan 
City,  Ind.,  by  reason  of  defendant's  failure  to  meet  the  rate  in 
effect  between  the  same  points  via  a  different  route.  Asks  for 
reparation. 

No.  12843.  D.  C.  Jackling,  J.  F.  Judge  and  A.  J.  McLean,  copartners 
doing  business  under  firm  name  of  Pacific  Rice  Mills  et  al.  vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  paddy  rice  from  various  des- 
tinations to  San  Francisco,  South  San  Francisco  and  Sacramento, 
Oai.  Asks  reparation. 

No.  12844.  Invincible  Oil  Co.,  Fort  Worth,  Tex.,  vs.  Kansas  City 
Southern  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  wrought  iron 
pipe  from  Shreveport,  La.,  to  Cement,  Okla.  Asks  reparation 

No.  12845.     Harry  A.   Pitts,   luka.   Miss.,  vs.   Texas  &  Pacific  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  iron  pipe  and  iron  connections  from  Shreveport,  La.  to 
Helena,  Miss.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.  12846.  The  Dayton  Malleable  Iron  Co.,  Dayton,  O.,  vs.  Kanawha 
&  Michigan  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  rates  on  coal  from  mines  in  West  Virginia  on  the  K. 
C.  &  N.  W.  to  Ironton,  O.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12847.  Panhandle-Plains  Chamber  of  Commerce,  Amarillo  Tex 
vs.  Abilene  &  Southern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  class  and  com- 
modity rates  applying  on  traffic  between  Shreveport,  La.,  and 
points  in  Arkansas  and  Louisiana  grouped  therewith,  and  Texas 
points,  and  also  between  points  in  Texas.  Asks  cease  and  desist 
order,  and  that  Floydacla  branch  of  Panhandle  &  Sante  Fe  be 
considered  in  common  point  territory. 

No.  12847   (Sub   No.   1).     Same  vs.   Same. 

.Same  complaint.    Asks  cease  and   desist  order  .and  that  Ajna- 


rillo  division  of  C.  R.  I.  &  G.  be  considered  in  common  point  ter- 
ritory. 

No.  12848.     Aluminum  Company  of  America  et  al.,  Pittsburgh,  Pa.,  VB. 
Massena  Terminal  R.  R.   Co.  et  al. 

Unjust  and  unreasonable  rates  on  all  movements  of  commodities 
transported  to  and  from  industries  of  complainants  on  the  Mas- 
sena Terminal  Railroad  at  Massena,  N.  Y.  Asks  cease  and  desist 
order;  that  defendants  be  required  to  apply  their  current  Massena 
Springs  rates  to  and  from  industries  of  complainants  and  repara- 
tion. 

No.   12848,   Sub.    No.   1.     Ball   Coal  Co.,   Massena,   N.   Y.,   vs.   Massena 
Terminal  R.  R.  Co.  et  al. 

Unjust  and  unreasonable  rates  and  practices  applied  on  C.  L. 
shipments  to  and  from  yards  or  side  track  of  complainants  at 
Massena,  N.  Y.  Asks  cease  and  desist  order,  just  and  reasonable 
through  rates  not  in  excess  of  those  contemporaneously  main- 
tained from  the  stations  of  defendants  now  known  as  Massena 
Springs,  and  reparation. 

No.   12849.     Great  Western  Paper  Co.,   Ladysmith,  Wis.,  vs.  M.  St    P. 
&  S.  Ste.  M.  et  al. 

Unjust  and  unreasonable  rates  on  scrap  paper  from  St.  Louis. 
Mo.,  to  Ladysmith,  Wis.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.  12850.     John  T.  Sykes  and  James  E.  McDonnell,  co-partners  trad- 
ing as  J.  H.  Dashields  &  Co.,  Baltimore,  Md.,  vs.  Payne,  as  agent. 
Unjust,  unreasonable  and  prejudicial  storage  rates  at  Baltimore, 
Md.     Asks  reparation. 

No.  12852.     Farmers    Elevator    Co.    of    Southern    Lake    County,    Ind 
Lowell,    Ind.,   vs.    C.    I.    &   L.    et  al. 

Unjust   and    unreasonable   rates   on    hay    from    Dinwiddie,    Ind.,    to 
Memphis,   Tenn.     Asks  for  reasonable  rates  and  reparation. 
No.  12853.     Boston  Wool  Trade  Association  vs.   Clyde  S.   S.   Co.   et  al. 
Unjust  and  unreasonable  rates  on  wool  in  the  grease   Irom  Kerr- 
ville   and    other    points    in   Texas   to   Boston.     Asks   for   reasonable 
rates  and  reparation. 
No.  12854.     Delaware,   Lackawanna  &  Western  vs.   Payne,   as  agent. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Avondale 
mine  to  Woodward  breaker,  a  distance  of  4.4  miles,  in  Pennsylvania, 
during  federal  control.  Rate  challenged  was  60c  and  exacted  from 
railroad  company  as  a  shipper.  Asks  reparation. 

No.    12855.     Colorado   Fuel    &    Iron    Co.,    Denver,    Colo.,    vs.    Payne,    as 
agent,  et  al. 

Alleges  excessive  and  unreasonable  rates  and  charges  on  wire 
products  and  bar  iron  from  Minnequa,  Colo.,  to  Wheatland  and 
Warrenton,  Wyo.  Asks  reparation. 

No.    12856.     Colorado   Fuel   &   Iron   Co.,    Denver,    Colo.,   vs.   Payne,   as 
agent,  et  al. 

Against  a  rate  of  981/£c  on  merchant  steel  bars  from  Minnequa, 
Colo.,  to  Kingland,  Ariz.,  as  unjust  and  unreasonable  because  in 
excess  of  BT&c,  the  rate  on  structural  iron  and  stel.  Asks 
reparation. 

No.   12857.     Standard  Shipbuilding  Corporation,  Shooters  Island,  N.  Y., 
vs.   Central   R.   R.   of  N.   J. 

Unjust    and    unreasonable    charges    on    ship   plates    by    reason    of 
failure  of  defendant  to  pay  lighterage  charges  from  Jersey  City  and 
Elizabethport,   N.  J.,   to  Shoottrs  Island,  N.  Y.     Asks  reparation. 
No.    12858.     Robert   H.    Foerderer,    Inc.,    Philadelphia,    Pa.,    vs.    Penn- 
sylvania. 

Unjust  and  unreasonable  and  unduly  prejudicial  rates  on  goat 
skins,  dried,  from  New  York,  Hoboken  and  Manhattan  piers  to 
Philadelphia.  Asks  reparation. 

No.  12859.     Hickson  Lumber  Co.,  Atchison,  Kan.,  vs.   C.  B.  &  Q.  et  al. 

Unjust    and    unreasonable    demurrage,    transfer     and     switching 

charges   erroneously    assessed    at   Cheyenne,    Wyo.,    on    lumber    from 

Hoquiam,     Wash.,     billed    originally    to    Cheyenne    and    reconsigned 

to    Atchison,    Kan.     Asks    reparation. 

No.   12860.     Daniel  Green   Felt  Shoe  Co.   et  al.,   Dolgeville,   N.  Y.,   vs. 
Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  charges  on  various  commodities  from  points  in  the 
United  States  to  Dolgeville,  N.  Y.,  by  reason  of  the  addition  of 
increases  under  G.  O.  28  to  both  factors  of  the  combination  rates 
which  were  made  on  Little  Falls,  N.  Y.  Asks  reparation. 
No.  12861.  Le  Prestre  Miller  &  Co.,  Inc.,  New  York,  N.  Y.,  vs.  Erie. 
Unjust  and  unreasonable  rates  on  horses  and  mules  from  East 
St.  Louis,  Cincinnati  and  points  west  to  Goshen,  N.  Y.,  where 
they  were  rested  and  fed  and  later  forwarded  to  Jersey  City  for 
export,  because  incorrect  weights  were  assessed  and  that  de- 
fendant failed  to  absorb  yardage  and  terminal  charges.  Asks 
reparation. 

No.  12862.     Commerce  Club  of  St.   Joseph,  Mo.,  vs.  Alton  &  Southern 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential or  prejudical  rates  on  coal  from  points  in  Illinois  to  St. 
Joseph,  Mo.,  Asks  cease  and  desist  order  and  just  and  reason- 
able rates. 

No.   12863.     William  H.   Kidston  and  others  trading  as  A.  G.   Kidston 
&  Co.,  New  York  City,  vs.  Pennsylvania. 

Unreasonable,  unduly  prejudicial,  unjustly  discriminatory  and 
otherwise  unlawful  charges  assessed  on  shipments  of  steel  plates 
from  Claymont,  Del.,  originally  consigned  to  New  York  for  ex- 
port, but  held  up  by  defendant  at  Hog  Island,  Pa.,  and  diverted 
on  complainant's  authorization  to  Philadelphia,  in  that  demurrage 
charges  exceeded  ground  storage  rates  of  55c  per  ton  for  first 
period  of  30  days  and  5c  per  ton  additional  for  each  succeeding 
period  of  30  days  or  fraction  thereof. 

No.    12864.     John   A.   Merritt   &   Co.,    Pensacola,    Fla.,   vs.   Central   of 
Georgia  et  al. 

Unjust,  unreasonable,  discriminatory  and  unduly  prejudicial 
rates  on  coal  from  Acmar,  Ala.,  to  Pensacola.  Fla.,  when  com- 
pared with  rates  from  Acmar  to  Mobile  and  New  Orleans;  also 
complains  of  discriminatory  wharfage  and  handling  charge  of 
40c  per  ton.  Asks  reparation. 

No.  12865.     General  Chemical  Co.,  New  York  City,  vs.  Chicago  &  Al- 
ton  et  ali 

Unjust  and  unreasonable  rates  on  fluor  spar  from  Wagon  Wheel 
Gap,  Colo.,  to  Newell.  Pa.  Asks  cease  and  desist  order,  just  and 
reasonable  rates  and  reparation. 

No.   12866.     Standard  Rail   &   Steel   Co.,   St.    Louis,    Mo.,    vs.    Terminal 
R.  R.  Asso.  of  St.  Louis  and  Payne,  as  agent. 

Unjust,  unreasonable,  exorbitant  and  prohibitive  rates  on  scrap 
iron  from  St.  Louis  to  Madison  and  East  St.  Louis,  111.,  and  from 
East  St.  Louis  to  St.  Louis.  Asks  reparation. 

No.  12867.     Detroit  Coal  Exchange,  Detroit,  Mich.,  vs.  Payne,  as  agent. 
Unjust,    unreasonable    and    unlawful    rates    on    hard    coal    from 
originating   points    in    Pennsylvania     to    Detroit     and     Wyandotte, 
Mich.     Asks   reparation. 
No.  12868.     Sinclair  Refining  Co.,  Chicago,  111.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable  and  excessive   rates  on  gasoline  and  kero- 
sene  from   Gushing.    Okla.,    to  West   Point,    Neb.,   and   on    gasoline 
from  Vinita,    Okla.,    to  West   Point.   Nebr.      Asks   reparation. 
.No.  12869.     Indinhoma  Refining  Co.,  St.  Louis.  Mo.,  vs.  Rt,  Ixmjs  Mer- 
rbants   Bridge   Terminal,    Payne  et  aj. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


\*;.  i 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist'you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


T 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Unjust,  unreasonable,  unduly  preferential  and  discriminatory 
rates  on  second-hand  k.  d.  steel  plate  tank  material  from  Brls- 
tow,  Okla.,  to  East  St.  Louis.  Asks  reparation. 

No.   12870.     The  Indiahoma  Refining  Co.,  St.   Louis,   Mo.,  vs.  A.   T.   & 
S.  F.,   Payne  et  al. 

Unjust,  unreasonable  rates  on  cast-iron  and  wrought-iron  pipe 
and  connections  from  Drumright,  Quay  and  Shamrock,  Okla.,  to 
Ranger,  Tex.  Asks  reparation. 

No.   12871.     Atlas  Portland  Cement  Co.,  Hannibal,   Mo.,   vs.  Payne,   as 
agent. 

Unjust,  unreasonable  rates  on  cement  from  Hannibal,  Mo.,  to 
various  destinations  in  the  northwest  between  June  25  and  August 
8,  1918.  Asks  reparation. 

No.  12872.     Atlas  Portland  Cement  Co.,  Hudson,   N.  Y.,  vs.  Payne,   as 
agent. 

Unjust,  unreasonable  rates  on  cement  from  Hudson,  N.  Y.,  and 
Northampton,  Pa.,  to  various  destinations  between  June  25  and 
October  28,  1918.  Asks  reparation. 

No.  12873.     C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co., 
Forest  City,  Ark.,  vs.  Payne,  as  agent. 

Unjust,    unreasonable    rates    on    copra    from    San    Francisco    to 
Forest  City,  Ark.,  in  July  and  August,   1918.     Asks  reparation. 
No.   12874.     Northwestern  Redwood  Co.,   San  Francisco,  vs.   Payne,   as 
agent. 

Unjust,  unreasonable  rates  on  logs  from  Irmulco,  Cal.,  to  North- 
western,  Cal.,   in  period  of  federal  control.     Asks  reparation. 
No.  .12875.      Southern  Carbon  Co.,   Fairbanks.    La.,   vs.    Mo.   Pac.   et  al. 
Unjust,  unreasonable  rates  on  iron  and  steel  articles  from  Coal- 
ton,    Okla.,    to    Swartz,    La.,    in    October,    1920.      Asks    reasonable 
rates  and  reparation. 

No.  12876.     Campaignie  Auxiliare  De  Chemins  De  Fer  Au  Bresil,  New 
York,  N.  Y.,  vs.  D.  L.  &  W..  Payne  et  al. 

Unjust,   unreasonable  rates  on  iron  work  for  railroad  cars  from 
Berwick,  Pa.,  for  export  through  New  York.     Asks  reparation. 
No.    12723,    Sub.    No.    1.      Pacific   Coast   Steel    Co.,    San    Francisco,    vs. 
Payne,  as  agent. 

Unjust,  unreasonable  charges  on  traffic  from  South  San  Fran- 
cisco to  San  Francisco  under  $15  per  car  minimum  rule.  Asks  for 
reparation. 


ABANDONMENT  OF  ORANGEBURG   R.   R. 

In  finance  docket  No.  1066,  the  Commission  has  authorized 
the  abandonment  of  the  17.7  miles  of  rails  known  as  the  Orange- 
burg  Railroad,  extending  from  Orangeburg  to  North,  S.  C.,  built 
in  1913  as  part  of  the  plan  to  construct  a  railroad  from  Orange- 


burg  through  to  Columbia,  Charleston  and  Savannah.  The  road 
has  one  locomotive,  not  paid  for,  and  one  passenger  car.  The 
road  issued  $100,000  of  bonds,  $20,000  of  which  are  owned  by 
Orangeburg  and  $80,000  by  the  Seaboard  Air  Line.  The  road 
has  never  earned  fixed  charges  and  owes  the  Seaboard  $40,000 
unpaid  rent.  The  Seaboard  also  owns  $63,000  worth  of  receiver's 
certificates.  The  revenue  has  not  been  sufficient  to  pay  fixed 
charges  and  taxes.  The  latter  have  been  paid  by  using  money 
due  the  Seaboard. 


GREENE  COUNTY  RAILROAD  BONDS 

The  Greene  County  Railroad,  in  finance  docket  No.  1384, 
has  been  authorized  to  issue  $75,000  worth  of  first  mortgage  6 
per  cent  gold  bonds,  to  be  pledged  to  the  Secretary  of  the  Treas- 
ury for  a  loan,  and  $19,000  worth  of  bonds,  to  be  delivered  in  pay- 
ment of  debts  amounting  to  $18,890  owed  to  Forest  Greene,  the 
president  of  the  road,  who  owns  98  per  cent  of  the  stock. 


LOANS  TO   RAILROADS 

The  Commission  has  approved  a  loan  of  $700,000  to  the  Salt 
Lake  &  Utah  to  aid  the  carrier  in  meeting  maturing  indebted- 
ness and  in  making  additions  and  betterments,  and  a  loan  of 
$60,000  to  the  Greene  County  Railroad  Company  to  aid  it  in  meet- 
ing maturing  indebtedness. 


LOAN    FOR   N.  Y.   N.   H.  &   H. 

The  New  York,  New  Haven  &  Hartford  has  applied  to  the 
Commission  for  a  loan  of  $8,000,000  to  aid  it  in  meeting  maturing 
indebtedness  and  expenditures  for  additions  and.  betterments. 


PACIFIC  CAR   DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  April, 
1921,  shows  8,843  cars  held  overtime — a  percentage  of  06.16 — 
against  7,503 — a  percentage  of  05.94 — for  April,  1920. 


Docket  of  the  Commission 


Note.       Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 
July  5 — Toledo,  O. — Examiner  Howell: 

I.  and   S.   1341 — Classification   ratings  on   paint  or  varnish   spraying 

booths. 
July  5 — Chicago,  III. — Examiner  Hosmer: 

12633 — The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  C.  C.  C.  & 

St.  L.  et  al. 
12632— The  Silica  Sand  Producers'  Traffic  Assn.  et  al.  vs.  Pa.  R.  R. 

et  al. 
12642 — The   Silica  Sand   Producers'   Traffic  Assn.   et  al.   vs.   C.   &  O. 

et  al. 
July  6 — Argument  at  Washington,  D.  C.: 

11003 — McGowin  Lumber  and  Expt>rt  Co.  et  al.  vs.  Director  General, 

Gulf,  Florida  &  Alabama  et  al. 
July  6 — Washington.   D.   C. — Examiner  Carter: 

12124 — W.  A.  Wimsatt  vs.  B.  &  O.  et  al. 
July  6 — Cincinnati,   O. — Examiner  McQuillan: 

12601 — Riverside   Coal   Co.    vs.    Director   General,    Ohio   &   Kentucky 

et  al. 
July  6 — Chicago,  111. — Examiner  Hosmer: 

12640 — The  Rock  Products  Traffic  League  vs.  N.  Y.  C.  et  al. 

12641 — The   Silica  Sand  Producers'   Traffic  Assn.   et  al.   vs.   C.   B.   & 

Q.  et  al. 
July  6 — Salt  Lake  City.  Utah — Examiner  Eddy: 

12484— Inland  Crystal  Salt  Co.  vs.   Butte,  Anaconda  &  Pacific  et  al. 
July  6— Chicago,  111. — Examiner  Barclay: 

12066— Construction    and    repair    of    railway    equipment    (locomotive 

equipment  of  the  C.  &  N.  W.  Ry.) 
July  6 — Ogden,  Utah — Commissioner  Aitchison: 

12619 — The    Amalgamated    Sugar    Co.,    Inc.,    vs.    Director    General. 

Western  Pacific  et  al. 
July  7 — Cincinnati — Examiner  McQuillan: 

*  12593 — The  Peters  Cartridge  Co.  vs.  Director-General,  P.  R.  R.  et  al. 
July  7 — Birmingham,   Ala. — Examiner  Gaddess: 

*  I    and    S.    1303    (Seventh    supplemental    order) — Rates    to.    from    and 

between  points  south  of  the  Ohio  River  including  the  Miss.  Valley. 
July  7 — Argument  at  Washington,   D.   C.: 

11424 — Boston  Wool  Trade  Assn.  vs.  Abilene  &  Southern  et  al. 

Portions  of  fourth  section  applications  345  and  349. 
July  7 — Washington,  D.  C. — ataminer  Kephart: 

12547 — Mrs.  E.  F.  Berkeley  Jones  vs.  Long  Island  et  al. 

July  7 — Indianapolis,  Ind. — Examiner  Smith: 

12349 — Kingan  &  Co.,  Inc.,  vs.  Director  General. 
July  7— Atlanta,  Ga. — Examiner  Kephart: 

I,  and  S.  1330— Interchange  switching  at  Atlanta,  Ga. 
July  7 — Minneapolis,  Minn. — Examiner  Howell: 

I.  and  S.  1340 — Classification  ratings  on  flower  and  garden  seeds. 
July  8— New  York,  N.  Y.— Examiner  H.  J.  Wagner: 

12568 — Chevrolet  Motor  Co.  of  California  vs.  Director  General  et  ai. 

12569 — Chevrolet  Motor  Co.  of  Michigan  vs.   Director  General  et  al. 
July  8 — Argument  at  Washington,  D.  C. : 

I287— Traffic  Bureau  of  Nashville  et  al.  vs.  Director  General  et  al. 

11523 — City  of  Clarksville,  Tenn.,  et  al.  vs.  Director  General  et  al. 

11562— Walter  Cain,   Special  Auditor  of  the  State  of  Tennessee,  vs. 
Director  General  et  al. 


11562  (Sub.   No.  1) — Railroad  and  Public  Utilities  Commission  of  the 
State  of  Tennessee  vs.  Director  General. 

11050— Stewart  Iron  Co.,  Ltd..  vs.  -Pa.  R.  R.   (Western  Lines)  et  al. 

11167— Stewart  Iron  Co.,  Ltd.,  vs.  P.  &  L.  E.  and  Director  General. 
July  8 — Washington,  D.  C. — Examiner  Kephart: 

12550 — TTie  Barrett  Co.  vs.  Director  General,  Pa.  R.  R.  et  al. 
July  8 — Savannah,  Ga. — Examiner  Wagner: 

I.  and  S.  1336 — Naval  stores  between  south  Atlantic  ports.  Including 

interior  ports. 
July  8 — Minneapolis,  Minn. — Examiner  Howell: 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis,  Minn.,  etc. 
July  8 — Chicago,  111.' — Examiner  Barclay: 

12066 — Construction    and    repair    of    railway    equipment    (locomotive 

equipment  of  C.  M.  &  St.  P.  Ry.) 
July  8 — Carson  City,  Nev. —Commissioner  Aitchison: 

12690 — Public  Service  Commission  of  Nevada  vs.  Sou.  Pac.  et  al. 
July  9 — St.  Louis,  Mo. — Examiner  McQuillan: 

I.  and  S.  1259— Acid  from  Hillsboro,  111.,  to  Ohio  River  points. 
July  9 — Argument  at  Washington,  D.  C. : 

*  I   and   S.   1280 — Rail   and  water  rates  from  Atlantic   seaboard   terri- 

tory  to  Texas  points. 
July  9 — Chicago,  111. — Examiner  Hosmer: 

12646— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12648— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
July  9 — Chicago,  111. — Examiner  Hosmer: 

*  12398 — Armour  &  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.  (further  hearing). 
July  11— New  York,  N.  Y.— Examiner  H.  J.  Wagner: 

12541 — Midland  Linseed  Products  Co.  vs.  Director  General  et  al. 

12663 — Midland  Linseed  Products  Co.  vs.  Director  General  et  al. 
July  11 — San  Francisco,  Calif. — Examiner  Eddy: 

12733 — Lassen  Lumber  and  Box  Co.   vs.   Director  General  and  Sou. 

Pac. 
July  11 — Washington,  D.  C. — Examiner  Kephart: 

12631— McKell  Coal  and  Coke  Co.  et  al.  vs.  C.  &  O.  et  al. 
July  11 — Chicago,  111. — Examiner  Hosmer: 

12598 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General  et  al. 
July  11 — Duluth.  Minn. — Examiner  Howell: 

12655 — Fitger  Brewing  Co.  vs.  Northern  Pacific  et  al. 

12558 — Jacobson  Bros.  vs.  Northern  Pacific  et  al. 
July  11 — Duluth,  Minn. — Examiner  Flynn: 

12518 — Duluth  Brewing  and  Malting  Co.  vs.  Northern  Pacific  et  al. 
July  11 — Vincennes,  Ind. — Examiner  Smith: 

12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  et  al. 

12553  (Sub.   No.  1)— Indiana  Board  and  Filler  Co.  vs.  Director  Gen- 
eral et  al. 
July  11 — Oklahoma  City,  Okla. — Examiner  Hunter: 

12563— Healy  &  Co.  vs.  Director  General,  M.  K.  &  T.  Ry. 

11441 — Hobart  Mill  and  Elevator  Co.  et  al.  vs.  Director  General,  St. 

L.-S.  F.  Ry. 
July  11 — Parkersburg,  W.  Va. — Examiner  Archer: 

12588 — The  General  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  al. 

12589 — The  General  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  al. 
July  11 — Chicago,  111. — Examiner  Barclay: 

12066 — Construction    and    repair   of    railway    equipment    (locomotive 

equipment  of  the  C.  B.  &  Q.  R.  R.) 
July  11 — Atlanta,  Ga. — Examiner  W.  H.  Wagner: 

12233 — Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.  Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will  be 
considered  by  the  Commission  in  the  disposal  of  this  complaint. 
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Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

G«t  Into  this  new  big  pay  field  now  1  The  traffic  director  at  a  Detroit 
concern  earn*  $19,600  a  year — a  Cleveland  traffic  man  receives  124,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  Is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobsT 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  in  an 
amazingly  short  time.  Yon  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  Illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  importance 
Don't  delay  !  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  27-A  4043  Drexel  Blvd.,  Chicago,  IU. 


Statistics 


Some,  because  they  do  not  know  of 
their  existence,  others  because  they 
cannot  afford  it  or  do  not  care  to  carry 
book  shelves  containing  the  bound  vol- 
umes, deprive  themselves  of  desired  in- 
formation, such  as,  for  instance,  Rail- 
road Earnings,  Tonnage,  Mileages,  etc., 
volume  of  grain  or  other  shipments 
from  specified  areas,  extent  of  Imports 
and  Exports  of  certain  commodities  and 
tariffs  applying  on  same,  Revenue  Sta- 
tistics of  the  Treasury  Department,  etc., 
etc. 

Our  Statistician  can  meet  your  wants 
in  this  direction. 

"AT  YOUR  SERVICE" 


SPECIAL  SERVICE  DEPARTMENT 

The  Traffic  Service  Corporation 

Colorado  Bldg.  WASHINGTON,  D.  C. 


Old  Glory  is  now 
on  the  Seven  ' 

AMERICAN   SHIPS  ARE  AVAILABLE 
FOR  YOUR  OCEAN  VOYAGE 

New  combination  Passenger  and  Freight  Ships, 

Fast,  Luxurious  Steamers. 

Key  number  beside  ship's  name  indicates  operator 
shown  bottom  of  column. 

EUROPE 

Boulogne   and    London 

From    New    York 

July    12— August   16— September  20— Old  North   State    (159). 
June  28— August  2 — September  6 — Panhandle  State    (159). 
Bremen  and   Danzig 

From    New    York 

July  13— August  30 — Hudson  (159). 
July  23— September   7— Susquehanna    (159). 

June    15 — July   28 — September    14 — October   20 — Potomac    (169). 
Naples   and   Genoa 

From    New    York 

June  30— August   13— September  24 — Pocahontas    (159). 
Plymouth,  Cherbourg  and  Bremen 

From    New    York 

June   22— July   23— August   24 — September   28— America    (159). 
July   30 — August   27 — September   24 — George   Washington    (159). 

SOUTH  AMERICA 
Rio   de  Janeiro,    Montevideo   and    Buenos   Aires. 

From    New    York 
June  8 — Aeolus   (91). 
June   29 — Martha   Washington    (91). 

FAR    EAST 
Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila,  Hongkong 

From  San  Francisco 
July  23— Empire  State   (105). 
August   6 — Golden   State    (105). 
Yokohama,   Kobe,  Shanghai,   Hongkong,   Manila 

From    Seattle 

June  18 — Keystone  State   (106). 
July   9 — Silver    State    (106). 
July   30 — Wenatchee    (106). 

HAWAII,  PHILIPPINES,  EAST  INDIA 
Honolulu,  Manila,  Saigon,  Singapore,  Colombo,  Calcutta 
From  San  Francisco 

July   14 — Granite  State    (105). 
August  13— Creole  State   (106). 

COASTWISE  AND   HAWAII 

Havana.    Canal,    Los    Angeles,    San    Francisco    and    Hawaiian    Islands 
From    Baltimore 

COASTWISE 
Havana,    Canal,    Los    Angeles,    San    Francisco 

From    Baltimore 
June  25 — Empire  State    (106). 


80   Matson  Navigation  Co. 
120  Market  Street. 
San    Francisco,    Cal. 
26   South  Gay  Street,    Baltimore,   Md. 

91  Munson  Steamship  Line, 
67  Wall  Street.  N.  Y.. 
Tel.  Bowling  Green  3300. 

105  Pacific  Mail  S.  S.  Co. 
10   Hanover   Sq.,   N.   Y. 
Tel.    Bowling   Green     4630. 

621   Market  Street,   San   Francisco.   Cal. 

106  The  Admiral  Line. 

17   State  Street.   N.    Y. 
Tel.    Bowling    Green    5625. 
L.  C.  Smith  Bldg..  Seattle,  Wash. 
159    U.    S.    Mail    S.    S.    Co..    Inc., 
45  Broadway.  N.  Y.. 
Tel.    Whitehall    1200. 


U.&  SHIPPING  BOARD 

Washinylon,Di 
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July  12 — St.   Louis,   Mo. — Examiner  McQuillan: 

12594 — Walter  A.  Zelnicker  Supply  Co.  vs.  Director  General  et  al. 
12536 — The  Automobile  Gasoline  Co.  vs.  Director  General  et  al. 

July  12 — Chicago,  111. — Examiner  Hosmer: 

12667 — Poehlmann  Bros.  Co.  et  al.  vs.  Director  General  et  al. 
12668 — Poehlmann  Bros.  Co.  et  al.  vs.  Director  General  et  al. 

July  12 — Duluth,  Minn. — Examiner  Flynn: 

12329 — Oliver  Iron  Milling  Co.  vs.  Director  General  and  D.   M.   &  N. 
12339 — Minnesota  Steel  Co.  vs.  Director  General  and  D.  M.  &  N. 

July  12 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12606 — Standard  Shipbuilding  Corporation  vs.  Director  General  et  al. 

July   13 — San   Francisco,   Cal. — Commissioner  Aitchison: 

•  12830 — Klamath  County  Chamber  of  Commerce  vs.  Sou.  Pac. 

9294- — Portland   Traffic   and  Transportation  Assn.    vs.    Sou.    Pac.    and 

Director  General. 

9434 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9472 — Medford  Commercial  Club  vs.  Sou.  Pac.  and  Director  General. 

July  13 — Terre  Haute,  Ind. — Examiner  Smith: 

12654 — Terre  Haute,  Indianapolis  &  Eastern  Tract.  Co.  vs.  Director 
General.  O.  C.  C.  &  St.  L.  et  al. 

July  13 — Chicago,   111. — Examiner  Hosmer: 

12624 — O-So-Ezy  Products  Co.  et  ai.  vs.  Director  General  et  al. 
Such  fourth  section  departures  as  may  exist  in  the  adjustment  of 
rates  will  be  considered  by  the  Commission  in  the  disposal  of 
this  complaint. 

July  13 — Argument  at  Washington,  D.  C. : 

11378 — Oliver  Iron  and  Steel  Co.  vs.  P.  &  L.  E.  et  al. 

July  13 — New  York,  N.  Y.- — Examiner  H.  J.  Wagner: 

12603 — Central  New  Jersey  Coal  Exchange,  Inc.,  vs.  P.  &  R.  et  al. 
July  13 — Argument  at  Washington,  D.  C.: 

11369 — The  Van   Dusen   Harrington   Co.   et  al.   vs.   Director   General 

et  al. 
July  13 — St.  Louis,  Mo. — Examiner  McQuillan: 

12645— -Certain-teed  Products  Corporation  vs.  C.  R.  I.  &  P.  et  al. 

12617 — Cape   Girardeau    Portland   Cement   Co.    vs.    Director   General 

et  al. 
July   13 — Chicago,   111.- — Examiner  Hosmer: 

12597 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General  et  al. 
July  13 — Pittsburgh,  Pa.- — Examiner  Archer: 

12549 — Gulf  Refining  Co.  of  La.  vs.  Director  General  et  al. 

12549  (Sub.  No.  1) — Gulf  Refining  Co.  of  La.  vs.  Director  General 
et  al. 

12596 — Pressed  Steel  Car  Co.  vs.  Director  General,  B.  &  O.  et  al. 
July  14 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12613 — Indian  Refining  Co.,  Inc.,  vs.  Director  General  et  al. 
July  14 — Argument  at  Washington.  D.  C.: 

11048 — The  Alabama  Co.  et  al.  vs.  Director  General  et  al. 

12018 — The  City  of  New  Albany,  Ind-.,  and  Robert  W.  Morris  vs. 
Louisville  &  Northern  Ry.  and  Lighting  Co. 

12018   (Sub.    No.   1) — Chamber  of  Commerce  et  al.   vs.   Louisville   & 

Northern  Ry.  and  Lighting  Co. 

July  14 — Oklahoma  City,  Okla.- — Examiner   Hunter   and   Commissioner 
Lewis: 

12753 — Oklahoma  rates  and  charges. 
July  14 — Chattanooga,  Tenn. — Examiner  W.  H.  Wagner: 

12590 — Lookout  Paint  Manufacturing  Co.  vs.  Director  General  et  al. 
July  14 — Pittsburgh,   Fa. — Examiner  Archer: 

12607 — Homestead  Valve  Mfg.  Co.  vs.  Director  General  et  al. 

12551 — Melcroft  Coal  Co.  vs.  Director  General  et  al. 
July   14 — Chicago,    III. — Examiner  Hosmer: 

12614 — The  Chicago  Live  Stock  Exchange  vs.  Director  General  et  al. 
July    15 — Chicago,   111. — Examiner   Hosmer. 

I.   and   S.    1352 — Southern   quarantine   cattle   at   Jersey    City,   N.    J., 

and  New  York,  N.  Y. 
July    15 — Philadelphia,    Pa. — Examiner    Satterfleld: 

12581 — John  Lucas  &  Co.,  Inc.,  vs.  Director  General  ~et  al. 

12657 — John  Lucas  &  Co.,  Inc..  vs.  N.  Y.  C.  et  al. 
July  15 — Argument  at  Washington.  D.  C.: 

*  12146 — The  National  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  & 
S.  F.  et  al. 

July  15 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12622 — The  Continental  Paper  Co.  et  al.  vs.  Director  General  et  al. 
July  15 — Pittsburgh,  Pa. — Examiner  Archer: 

12529 — Wayne  Coal  Co.,  Inc.,  vs.  Director  General  and  P.  &  W.  Va. 

12529  (Sub.  No.  1)— Wayne  Coal  Co.,  Inc.,  vs.  P.  &  W.  Va. 

12225 — Pittsburgh  Steel  Co.  vs.  Director  General  et  al. 
July  15 — Galesburg,  111. — Examiner  Smith: 

12626— Canton  Coal  Co.  vs.  T.  P.  &  W.  et  al. 
July   15 — Birmingham,  Ala.- — Examiner  W.  H.   Wagner: 

12534 — Baker-Reid  Lumber  Co.  et  al.  vs.  B.  &  O.  et  al. 
July  15 — Minneapolis,  Minn. — Examiner  Flynn: 

12426 — Acme  Fruit  Co.  et  al.  vs.  Canadian  Pacific  et  al. 
July  15— Butte.  Mont. — Examiner  Howell: 

12571 — Joseph  Russell,  doing  business  under  name  of  Auto  Gas  and 

Oil  Co.,  vs.  Director  General,  O.  S.  L.  et  al. 
July   16 — Columbus,   Ga. — Examiner   Wagner: 

12650 — Hardaway  Contracting  Co.  vs.  Georgia  Southwestern  &  Gulf. 
July  16 — New  York,  N.  Y. — Examiner  Wagner: 

12620 — National    Assn.    of    Waste    Material    Dealers,    Inc.,    vs.    Ann 

Arbor  et  al. 
July  16 — Argument  at  Washington,  D.  C.: 

11608 — Pioneer  Lumber  Co.  et  al.  vs.  Director  General  et  al. 

11189 — Pacific  Portland  Cement  Co.,  Consolidated,  vs.  Director  Gen- 
eral and  Sou.  Pac. 

11848 — Apache  Cotton  Oil  and  Mfg.  Co.  vs.  Director  General  et  al. 
July  16 — Ft.  Worth,  Tex. — Examiner  Hunter: 

12670 — Wortham-Carter  Publishing  Co.  et  al.  vs.  Ahnapee  &  Western 
et  al. 

12651 — Wortham  Carter  Publishing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
July  16 — Chicago,  111.— Examiner  Hosmer: 

12583 — Morris  &  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
July  18 — Argument  at  Washington,  D.  C.: 

11627 — Barnett  Lumber  Co.  vs.  Director  General  et  al. 

11877 — Burns  &  Hancock  Fire  Brick  and  Clay  Co.  vs.  Director  Gen- 
eral and  C.  &  E.  I.  R.  R. 
July  18— Chicago.  111.— Examiner  Hosmer: 

12575— Selz-Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 
July  18 — New  Orleans,  La. — Examiner  W.  H.  Wagner: 

12570 — Southern  Pine  Assn.  et  al.  vs.  Director  General  et  al. 


July  18 — Kansas  City,  Mo. — Examiner  McQuillan: 

12659 — The   Kaw  River   Sand   and   Material    Co.    et   al.    vs.    A.    T.    & 

S.  F.  et  al. 
12559 — The   Kaw  River   Sand  and   Material   Co.    et  al.   vs.   A.   T.   & 

S.  F.  et  al. 
12621 — The  Kaw  River  Sand  and  Material  Co.  vs.   Director  General 

et  al. 

July  18 — Fort  Worth,  Texas — Examiner  Hunter: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
841£^— Railroad  Commission  of  Louisiana  vs.   Arkansas  Harbor  Ter- 
minal Co.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.   St.  L.  S.  W.  et  al. 
8920 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  F.  &  T.  et  al. 
I.  and  S.  710 — Eastern  Texas  class  rates. 
I.  and  S.  729 — Class  rates  to  Shreveport,  La. 

July  18 — Ailentown,  Pa. — Examiner  Satterfleld: 

12638 — V.  G.  Tice  vs.  Director  General  and  Lehigh  Valley. 
12638  (Sub.  No.  1)— V.  G.  Tice  vs.  Lehigh  Valley. 

July  18 — Dubuque,  la. — Examiner  Smith: 

12625 — Corn  Belt  Packing  Co.  et  al.  vs.  Ann  Arbor  et  al.  Such 
fourth  section  departures  as  may  exist  in  the  adjustment  of  rates 
will  be  considered  by  the  Commission  in  the  disposal  of  this  com- 
plaint. 

July  18 — Ft.  Worth,  Tex. — Examiner  Hunter: 
12664 — A.  A.  Jackson  &  Co.  et  al.  vs.  A.  C.  L.  et  al. 

July  18 — Portland,  Ore.- — — Examiner  Howell: 

12608 — Western  Pine  Lumber  Co.  vs.  Director  General  and  S.  P.  &  S. 
12647— Pacific  Grain  Co.  vs.  O.-W.  R.  &  N.  Co. 

July  19 — Argument  at  Washington: 

11732 — United   Paper  Board   Co.,   Inc.,   vs.   Illinois   Central,    Director 

General  et  al. 

11732  (Sub.  No.  1) — Same  vs.  Chicago  &  Alton,  Director  General  et  al. 
12035 — The  National  Refining  Co.  vs.  Director  General,  Louisville  & 

Nashville  et  al. 
12053 — Pure   Oil  Co.  vs.   Director  General,   Chesapeake   &   Ohio   Ry. 

et  al. 

July  19 — Kansas  City.  Mo. — Examiner  McQuillan: 

12660 — Missouri  Valley  Assn.  of  Sand  and  Gravel  Producers  vs.  Ar- 
kansas Valley  Interurban  Ry.  et  al. 

July  19 — Scranton,  Pa. — Examiner  Satterfield: 

12587 — Megargee  Bros.,  Inc.,  vs.  D.  &  H.  Co.  et  al. 
12587  (Sub.  No.  1) — Megargee  Bros.,  Inc.,  vs.  Director  General. 
July  19 — Chicago,  111. — Examiner  Hosmer: 

12577 — Continental  Motors  Corporation  vs.  C.  B.  &  Q.  et  al. 
12577  (Sub.  No.  1)— Reo  Motor  Co.  vs.  O.  B.  &  Q.  et  al. 
12602 — Manhattan  Electrical  Supply  Co.,  Inc.,  vs.  American  Ry.  Ex- 
press Co.  et  al. 
July  19 — Ft.  Worth,  Tex. — Examiner  Hunter: 

12669 — Texas   Grain   Dealers'   Assn.   et   al.    vs.    Abilene    &    Southern 
et  al.     Such  fourth  section  departures  as  may  exist  in  the  adjust- 
ment of  rates  will  be  considered  by  the  Commission  in  the  disposal 
of  this  complaint. 
July  20 — Washington,   D.  C. — Examiner  Kephart: 

12564 — International   Coal    Products    Corp.    vs.    Director   General,    P. 

R.  R.  et  al. 

12545 — The    Hebard    Cypress    Co.    vs.    Aberdeen    &    Rockflsh    R.    R.. 
Director  General  et  al.       Such  fourth  section  departures  as  may 
exist  will  be  considered  in  the  disposal  of  this  complaint. 
July  20 — Chicago,  111. — Examiner  Hosmer: 

12636— Hunt.  Helm,  Ferris  &  Co.  vs.  C.  &  N.  W.  et  al. 
July  20 — Buffalo,  N.  Y. — Examiner  Archer: 

12600 — The  Welch  Grap«  Juice  Co.,  Inc.,  vs.  A.  C.  L.  et  al. 
July  20 — Portland,  Ore. — Examiner  Howell: 
12673 — Dubois  Mill  Co.  vs.  S.  P.  &  S.  Ry. 
12693 — Portland  Traffic  and  Transportation  Assn.  et  al.  vs.  S.  P.   & 

S.  Ry.  et  al. 
July  20 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1303 — Rates,  to  from  and  between  points  south  of  the  Ohio 

River,  including  the  Mississippi  valley. 
July  21 — New  Orleans.   La. — Examiner  W.   H.   Wagner: 

*12842 — Rates   and  charges   of   the  Pullman  Co.   in  the  State  of  La. 
July  21 — Kansas  City,  Mo. — Examiner  McQuillan: 

9758 — South   St.   Joseph   Live   Stock   Exchange   vs.    C.    B.    &   Q.   and 

Director  General. 
9928 — Kansas  City  Live  Stock  Exchange  vs.  C.  B.  &  Q.  and  Director 

General. 
July  21 — Buffalo,  N.  Y. — Examiner  Archer: 

12560 — Lackawanna  Steel  Co.  et  al.  vs.  Director  General  et  al. 
July  21 — Sioux  City,  la. — Examiner  Smith: 

12554 — Interstate  Oil  Co.  et  al.  vs.  Director  General  et  al. 
July  22 — Burlington,  Vt. — Examiner  Satterfleld: 

I.  and  S.  1331 — Minimum  requirement  on  L.   C.  L.  milk  and  cream 

shipments. 
July  22 — Chicago,   111. — Examiner  Hosmer: 

12537 — Swift  &  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 
12544 — Swift  &  Co.  vs.  Director  General,  Erie  et  al. 
July  22 — Tacoma,  Wash. — Examiner  Howell: 
12615 — F.  S.  Harmon  vs.  Nor.  Pac.  et  al. 

Portions  of  Fourth  Section  Application  205 — R.  H.  Countiss. 
12643— F.  S.  Harmon  &  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 
July  22 — Dallas,  Tex. — Examiner  Hunter: 

12567 — Magnolia  Petroleum  Co.  vs.  Director  General,  N.  O.  &  N.  E 

et  al. 

12566 — Magnolia  Petroleum  Co.  vs.  Director  General  et  al. 
12566    (Sub.    No.    1)— Magnolia   Petroleum   Co.   vs.    Director   General 

et  al. 
July  22 — Seattle,  Wash. — Commissioner  Aitchison: 

I.   and   S.   1338 — Class   and   commodity   rates   between   north   Pacific 

coast  points. 
July  23 — Omaha,  Neb. — Examiner  Smith: 

12535 — The  Fairmont  Creamery  Co.  vs.  Director  General  et  al. 
12535  (Sub.  No.  1)— Hastings  Gas  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12532 — The  Fairmont  Creamery  Co.  vs.  C.  B.  &  Q. 
July  23 — Tacoma,  Wash. — Examiner  Howell: 

12735— Washington   Mfg.    Co.   vs.   O.-W.   R.    &   N.    Co.    and   Director 

General. 

July  25 — Argument  at  Washington,   D.  C. 

*  11662 — Charleston  Mining  and  Manufacturing  Co.   vs.   Director-Gen- 
eral. 

11729 — The  Rock  Products  Traffic  League,  Chicago,  vs.  C.  B.  &  Q. 
et  al. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


LEE  G.  WILEY,  Manager,  GALVESTON 

Members  of  the  American  Warehouseman's  Association 


GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston . 
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11799 — The  Rock  Products  Traffic  League,  Chicago,   vs.  C.  B.   &  Q. 

et  al. 
11810 — The  Rock  Products  Traffic  League,  Chicago,  vs.  C.  R.  I.  &  P. 

et  al. 
11876 — Ideal  Fuel  Co.  vs.  Director  General. 

July  25 — New  Orleans,   La. — Examiner  Wagner: 

12478 — Allowances  of  mileage  for  Mississippi  River  crossings. 

12009 — Natchez  Chamber  of  Commerce  vs.  Nathez  &  Southern  et  al. 

July  25— Chicago,  111. — Examiner  Hosmer: 

•  11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director-General,  C.  M.  & 

St.  P.  et  al. 

July  25 — Boston,   Mass. — Examiner  Satterfleld: 

I.  and  S.  1345— Express  rates  on  Bangor  &  Aroostook  R.  R.  In  Maine. 

July  25 — Atchison,  Kan. — Examiner  McQuillan: 

12653— The  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12653  (Sub.  No.  1)— The  Mangelsdorf  Seed  Co.  vs.  Director  General. 

July  25— Chicago.  111.— Examiner  Hosmer: 

12071— Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 

July  25 — Omaha,  Neb. — Examiner  Smith: 

12556 — J.  F.  Bloom  &  Co.  vs.  Director  General  et  al. 

12572 — Standard  Chemical  Mfg.  Co.  vs.  Director  General  et  al. 

July  25 — Austin,  Tex. — Examiner  Hunter: 

12574 — Spinnler  &  Co.  vs.  Director  General.  G.  H.  &  S.  A.  Ry.  et  al. 
12649 — The    State    Highway   Department   of   Texas    vs.    P.    C.    C.    & 
St.  L.  et  al. 

July  25 — Tacoma,  Wash. — Examiner  Howell: 

12749— Murphy  Mfg.  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
12758 — Bilrowe-Alloys  Co.  vs.  Director  General  et  al. 

July  26 — Omaha,   Neb. — Examiner  Smith: 

12573 — Sprague  Tire  &  Rubber  Co.  vs.  Director  General,  U.  P.  et  al. 

July  26 — Boston,    Mass. — Examiner  Satterfleld: 

12604 — North  Packing  &  Provision  Co.  et  al.  vs.  Director  General, 
Boston  &  Maine  et  al. 

12604  (Sub.  No.  1) — North  Packing  &  Provision  Co.  et  al.  vs.  Di- 
rector General,  Union  Freight  R.  R.  et  al. 

12604  (Sub.  No.  2) — North  Packing  &  Provision  Co.  vs.  Director 
General,  Boston  &  Albany  et  al. 

July  26 — Auburn,   N.   Y. — Examiner  Archer: 

12610 — Albert  H.  Traphagen  et  al.  vs.  Lehigh  Valley. 

12634 — Hewitt-Wilcox  Coal  Co.  et  al.  vs.  Director  General  et  al. 

July  27 — Kansas  City,  Mo.— Examiner  McQuillan: 
12639— The  F.  B.  Clay  Grain  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

July  27 — Boston,   Mass. — Examiner  Satterfleld: 

12210 — American  Fruit  &  Vegetable  Shippers'  Assn.  et  al.  vs.  Bangor 
&  Aroostook  et  al. 

July  27 — Beaumont,   Texas — Examiner  Hunter: 

*  11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 

July  27 — Omaha,  Neb. — Examiner  Smith: 

12605 — The  Reflnite  Co.  vs.  Director  General  and  C.  B.  &  Q. 


12595 — Walrath  &  Sherwood  Lumber  Co.  et  al.  vs.  Director  General, 
N.  Y.  C.  et  al. 

July  27 — Auburn,   N.  Y. — Examiner  Archer: 

12656 — Michael  S.  Goss  et  al.  vs.  Director  General,  L.  V.   et  al. 

July  27— Seattle,  Wash. — Examiner  Howell: 

12623 — Pacific  Coast  Shippers'  Assn.,  Inc.,  et  al.  vs.  Director  Gen- 
eral et  al. 

12700 — Pacific  Coast  Shippers'  Assn,  Inc.,  et  al.  vs.  Director  Gen- 
eral et  al. 

12700  (Sub.  No.  1) — Washington  Cedar  and  Fir  Products  Co.,  Inc., 
vs.  Director  General  et  al. 

12700  (Sub.  No.  2) — Pacific  Coast  Shippers'  Assn..  Inc.,  et  al.  vs. 
Director  General  et  al. 

12700  (Sub.  No.  3) — The  Henry  D.  Davis  Lumber  Co.,  Inc..  vs.  Di- 
rector General  et  al. 

July  27 — Beaumont,  Tex. — Examiner  Hunter: 

12555 — Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 
12586 — Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 

July  27— Salt  Lake  City,  Utah— Public  Utilities  Commission  of  Utah: 
Finance  Docket  36 — Application  of  the  Utah  Terminal  Ry.  Co.  for  a 
certificate  of  public  convenience  and  necessity. 

July  27 — Tacoma,  Wash. — Commissioner  Aitchison: 

12562 — Carstens  Packing  Co.  vs.  Director  General,  Camas  Prairie 
et  al. 

July  28 — Richmond,   Va. — Examiner  Keeler: 

*  12579— The  Mathieson  Alkali  Works,  Inc.,  et  al.  vs.  C.  C.  &  O.  et  al. 

July  28 — Seattle,  Wash. — Examner  Howell: 

12744 — A.  C.  Dutton  Lumber  Corp.  et  al.  vs.  Director  General,  Aber- 
deen &  Rockfish  R.  R.  et  al. 
July  28 — Beaumont,  Tex. — Examiner  Hunter: 

12548 — Beaumont  Chamber  of  Commerce  vs.  Director  General  et  al. 
July  29 — Seattle,  Wash. — Examiner  Howell: 
12767 — International   Lumber  Export  Co.,   Inc.,   vs.   Director  General 

et  al. 

July  29 — Portland,  Ore. — Commissioner  Aitchison: 
9177 — Empress  Coal  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
9468 — Empress  Coal  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
July  30 — Lincoln.    Neb. — Examiner  Smith: 

12662 — Farmers'  Grain  Co.  vs.  C.  R.  I.  &  P. 
July  30 — Seattle,  Wash. — Examiner  Howell: 

12772 — The    Morgan    Lumber    Co.,    Inc.,    vs.    Director    General    and 

Nor.  Pac. 

12768 — Electric  Point  Mining  Co.  vs.  Director  General. 
July  30 — Little  Rock,  Ark. — Examiner  Hunter: 
12531 — Arkansas  Natural  Gas  Co.  vs.  Director  General  et  al. 
12635 — Co-operative   Oil   and   Paint  Co.    et   al.    vs.    Director   General 

et  al. 
August  4 — Portland.    Ore.— Examiner  Howell: 

I.    &    S.    1346   and   first   suspended    order — Lumber   and   other   com- 
modities between  El  Paso,  Tex.,  and  points  in  Oregon,  Washington 
and  Idaho. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 
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OEOHQI  H.  BEOWN 


OEOBQE  L.  BOTLX 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Sprcial  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Butldinl,  Washington.  D.  O 

Telephone  Main  *7M 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921.  Executive  VIce-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 

CitlPB. 

MUNSEY  BUILDING,  WASHINGTON,  D.  C. 

ARTHUR  HALE 

UNION  TRUST  BUILDING 
FIFTEENTH  AND  H  STREETS 
WASHINGTON.  D.  C. 
TELEPHONE  MAIN  7855 

Agent    and    attorney    for    carriers    before    the    Interstate 

Commerce   Commission,    Railroad    Administration,    etc.; 

Rates  and   Divisions,  Private  Cars,  Weighing; 

Per  Diem   Reclaim,    Demurrage  and   Valuation; 

Claims  under  the  Federal  Control  and  Transportation  Acts. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
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ATLANTA,  GA. 
CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 
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Colorado   Building,  Washington,   D.  C. 

Former    Msmber   of   ths    Department   of   JuttlW  W 
Solicitor  of   Internal    Rsvenys 
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Specialty 


KARL  ENOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamlner,  Interstate 
Commerce  Commission,  and  prior  thereto  «*1taHf*'t  la  the 
practice  of  law  at  Louisville,  Kj.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission.  Income  Tax  Unit,  Federal 
Trade  CommlMlon,  United  States)  Shipping  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDO.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 
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EDWARD  A.  HAID 
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St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
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Bureau  of  Commerce  and  Research 

TRAFFIC  CONSULTANTS 
Statistical  and  Research  Engineers 

Complete  traffic  manager  service.  Preparation  and 
presentation  of  cases  before  the  Interstate  Commerce 
Commission  and  all  Government  Departments. 
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WASHINGTON 
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MID-WEST  Box  COMPANY 


Look  for 
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Use 
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Containers 
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rials and  finished  product  to  insure 
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package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
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Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 
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VICTORIA 
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PORTLAND 


^ 

o&  »* 

v°%0>tGO 


Dependable 
Transpacific  Freight  Service 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,    Vancouver, 
Portland,  San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


REGULAR  SERVICE  oPa"ator«,  uenit«dmsetr«t«' shipping  Board.   FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

**SS  SILVER  STATE,  July  9     **SS  KEYSTONE  STATE,  July  30 
SS  EDMORE,  July  20  **SS  WENATCHEE,  Aug.  27 

"Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  i?H  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Socrabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
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For  Sailing  Date*,  Kates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


AMERICAN      OWNED     AND      OPERATED 


ADMIRAL  LINE 
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GENERAL  AMERICAN  CARS 


Special  Construction 
for  Special  Needs 

Above,  an  all-steel,  hopper-bottom,  self-clearing,  im- 
pervious box  car  for  shipping  nitrates,  pigments  or  any 
other  finely  powdered  commodity  requiring  protection 
from  the  elements ;  built  by  The  General  American  Car 
Company  for  a  leading  manufacturer  of  chemical  fertil- 
izers. Quick  acting  loading  and  unloading  devices  and 
weatherproof  construction  make  practicable  the  ship- 
ment of  the  substances  in  bulk,  eliminating  the  use  of 
sacks. 

In  addition  to  designing,  building  and  repairing  all 
types  of  cars,  the  Company  has  always  been  a  pioneer 
in  developing  and  perfecting  those  betterments  in  de- 
sign that  make  for  cheaper  and  quicker  transportation. 

As  an  incident  to  their  service  to  the  railroads,  the 
shippers  and  the  public,  General  American  engineers  in- 
vite purchasing  agents  and  railroad  executives,  as  well 
as  manufacturers,  to  consult  them  at  any  time  on  any 
question  of  car  building,  no  obligation  being  entailed. 

GENERAL  AMBRiGAxGARCoMPANY 

Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Office*:   Harris  Trust  Bldg.,  Chicago,  U.  S.  A. 

Plants  at:  East  Chicago,  hid.;  Sand  Springs,  Okla.;  Warren,  Ohio 

Sale*  Offices:  17  Battery  Place,  New  York;  24  California  St.,  San  Francisco 

Cable  Address:  "Gentankar,  Chicago."   All  Codes 


FOR  EVERY  INDUSTRY 
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Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
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GEORGE  C.  MCLAUGHLIN,  Manager 
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SAVING   IN    LABOR   COSTS 

Many  of  those  who  are  clamoring  for  a  general 
reduction  in  rates  point  to  the  $700,000,000  which  the 
railroads  are  expected  to  save  in  the  next  year,  due  to 
the  Labor  Board's  decisions  reducing  wages  and  abro- 
gating the  national  working  agreements.  They  say 
that  this  saving  should,  at  least  in  part,  be  passed  on 
to  the  shipper  and  through  him  to  the  general  public. 

Ignoring  for  the  moment  the  question  as  to  whether 
a  saving  of  $700,000,000  within  the  next  year  would  put 
the  railroads  in  position  to  earn  six  per  cent  on  their 
valuation,  as  provided  by  the  transportation  act,  the 
fact  remains  that  no  such  saving  will  be  accomplished 
under  the  two  decisions.  The  $400,000,000  which  it 
has  been  estimated  will  be  saved  by  the  reduction  in  the 
wages  of  railroad  workers  is  a  maximum  figure.  The 
wage  cuts  have  been  in  force  only  a  week  and  the 
labor  organizations  have  not  as  yet  decided  whether 
or  not  to  "accept"  them.  Any  attempt  to  say  definitely 
how  much  the  railroads  will  benefit  financially  by  these 
reductions  can  be  little  more  than  a  guess. 

As  to  the  other  item — the  $300,000,000  which  Mr. 
Atterbury  told  the  Labor  Board  would  be  saved  if  the 
national  agreements  were  abolished — there  is  as  yet 
no  reason  to  believe  that  the  entire  sum  or  even  the 
great  part  of  it  will  be  realized  for  some  time  to  come. 
In  the  first  place,  Mr.  Atterbury's  estimate  was  based 
on  the  returning  of  the  relations  between  railroad  cor- 
porations and  workers  to  the  status  of  December,  1917. 
Decision  No.  119,  abrogating  the  national  agreements, 
however,  contained  some  provisions  modifying  the 
agreements  that  carriers  might  make  with  their  em- 
ployes to  such  an  extent  as  seriously  to  impair  this 
speculative  saving.  The  eight-hour  day,  the  seniority 
and  classification  rules,  as  well  as  others,  all  of  which 
have  been  expensive  to  the  railroads,  and  the  savings 
resulting  from  the  possible  abrogation  of  which  were 


included  in  the  estimate  of  $300,000,000,  were  pre- 
scribed for  general  application. 

Aside  from  the  fact  that  the  saving  that  was  to 
have  resulted  from  the  abolition  of  the  agreements  was 
impaired  by  the  conditions  carried  in  decision  No.  119, 
there  is  as  yet  no  assurance  that  these  agreements 
will  be  entirely  superseded  for  some  time,  at  least.  To 
date  there  have  been  filed  with  the  board  a  total  of  590 
propositions  out  of  an  estimated  total  of  more  than 
2400.  Of  these  only  153  are  agreements  and  there  are 
as  yet  no  data  available  to  show  how  nearly  the  agree- 
ments parallel  those  that  have  been  "abrogated." 

When  one  considers  that  the  national  agreements 
will,  by  order  of  the  board,  remain  in  effect  until  agree- 
ments are  reached  between  individual  roads  and  in- 
dividual classes  of  employes,  and  reflects  on  the  time 
it  will  take  for  the  board  to  consider  the  437  disagree- 
ments it  now  has  and  the  1500  or  more  it  will  have 
within  the  next  few  weeks,  the  possibility  of  saving 
$300,000,000  a  year  by  virtue  of  new  and  more  reason- 
able working  rules  and  regulations  seems  remote. 

Curiously  enough,  western  roads,  on  the  whole, 
appear  to  be  making  more  progress  in  this  respect  than 
the  eastern  roads,  to  which  the.  greater  progress  in  in- 
dustrial relations  is  generally  attributed.  Of  course, 
this  may  be  entirely  upset  by  later  developments.  Not 
a  great  deal  of  analyzing  can  be  done  with  153  agree- 
ments out  of  a  possible  total  of  2400. 


A  RULE  THAT  WORKS  ONE  WAY 

When  the  Labor  Board,  in  its  generosity,  increases 
wages  twenty  per  cent.,  the  roads  pay  the  increase  with- 
out a  murmur.  They  must  pay  it,  under  the  law.  When 
the  board,  in  its  cautious  wisdom,  cuts  wages  twelve 
per  cent,  the  men  take  the  matter  under  consideration 
and  may  conclude  to  strike.  That  is  their  privilege. 
The  law  imposes  no  burden  on  them.  Thus  we  see 
how  capital  grinds  labor  and  how  the  poor  working- 
man  has  to  struggle  for  his  rights.  Time  was  when 
things  were  otherwise,  to  be  sure,  but  the  pendulum 
has  swung  quite  a  distance  the  other  way. 

We  do  not  believe  there  will  be  a  strike,  because  we 
believe  there  is  enough  sanity  in  the  ranks  of  labor  to 
prevent  such  a  course,  even  if  the  roads  refuse  to  make 
individual  agreements  with  their  employes  better  than 
the  award  of  the  Labor  Board.  At  least,  there  is  little 
danger  of  strike  unless  business  conditions  improve 
mightily  before  the  referendum  vote  is  taken.  There  are 
too  many  men  out  of  employment  to  justify,  from  any 
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GULF,  MOBILE  &  NORTHEBS 
BAILUOAD 

AND   CONVECTIONS 


GULF,  -MOBILE  & 

NORTHERN  R.  R. 

With  Fast  and  Dependable  Freight  Service 
operated  on  schedules  united  with  those  of 
connecting  carriers  and  providing  SECOND 
morning  delivery  BETWEEN  Jackson,  Tenn., 
Bells,  Tenn.,  New  Albany,  Miss.,  and  Mobile, 
Ala.,  and  New  Orleans,  La.,  the  GM&N 
offers  an  unexcelled  route  for  the  handling 
of  Foreign,  Coastwise  and  Domestic  traffic 
BETWEEN  the  East,  North  and  Middle 
West  and  Mississippi  Valley,  Gulf  Ports, 
Southwestern  Territory,  Mexican  border 
points  and  California  Terminals.  Shipside 
delivery  effected  on  Foreign  and  Coastwise 
traffic  at  Gulf  Ports,  inland  and  ocean  rates 
quoted,  bookings  made,  papers  handled,  AND 
FULL  INFORMATION  furnished  covering 
movement  of  shipments  from  point  of  origin 
to  final  destination. 

These  services  may  be  obtained,  without 
extra  cost,  by  routing  your  traffic: — 

Care  of  "GM&N" 

"The  Road  of  Service" 


San  Diego  &  Arizona  Railway 

THE    SAN   DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 
D.  W.  PONTIUS,  General  Manager 

_r*J    SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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point  of  view,  such  a  course.  But  if  the  men  conclude  to 
strike  tlu- re  could  be  no  better  time  for  the  roads  to 
make  the  fight.  They  haven't  anything  to  do  anyhow 
and  might  as  well  occupy  their  time  with  a  little  diffi- 
culty of  that  sort. 


CUMMINS   INVESTIGATION   FIZZLE 

The  Senate  committee  investigation  of  the  rail- 
road problem  has  gone  up  in  the  steam  of  Washington 
hot  weather.  A  recess  has  been  taken  until  after  the 
"summer  solstice,"  and  hearings  will  not  be  resumed  un- 
til the  latter  part  of  August.  Of  course,  the  railroads 
and  those  who  use  them  are  not  so  affected  by  the 
"summer  solstice"  that  they  must  quit  business,  but  the 
Senate  is  different.  Far  be  it  from  the  Senate  to  incon- 
venience itself  for  the  benefit  of  the  public.  Public  in- 
terest must  wait  until  the  Senate  has  bathed,  shaved, 
dressed,  and  had  its  breakfast,  and  then  wait  some  more 
until  the  weather  gets  cool. 

The  lack  of  interest  displayed  by  the  members  of  the 
committee  even  as  far  as  the  investigation  has  gone  has 
been  little  short  of  disgraceful.  Of  the  sixteen  members 
Senator  Cummins  lately  has  frequently  been  the  only 
member  at  the  hearings.  At  first,  when  the  thing  was 
new,  there  were  four  or  five  in  attendance.  To  be  sure, 
the  evidence  has  not  been  extremely  interesting,  but  we 
do  not  understand  that  the  inquiry  was  put  on  for  the 
entertainment  of  the  senators.  It  was  supposed  to  be  for 
the  purpose  of  arriving  at  the  facts  for  the  benefit  of  the 
public.  As  far  as  that  point  is  concerned,  the  inquiry 
might  well  have  been  made  more  interesting,  however,  if 
the  senators  had  sent  for  such  witnesses  as  they  might 
like  to  hear  instead  of  hearing  only  those  who  presented 
themselves.  Thus  far  the  committee  has  heard  only  the 
railroads  and  the  exponents  of  the  second  Warfield  plan. 

Though  we  have  nothing  but  contempt  for  the  luke- 
warmness  of  the  Senate  committee  in  prosecuting  the  in- 
quiry provided  for  by  the  Cummins  resolution,  we  do  not 
think  the  country  will  suffer  much  through  failure  to  con- 
tinue or  complete  the  investigation.  We  do  not  think 
there  is  much  the  committee  could  suggest  that  would 
help  in  the  situation  while,  on  the  other  hand,  there  is 
much  it  could  suggest  that  would  hurt.  One  of  the  bad 
effects  of  the  inquiry  has  been  that  it  has  given  oppor- 
tunity for  all  sorts  of  wild  theories  and  the  danger  has 
been  that  some  of  them  might  be  adopted  in  the  recom- 
mendations agreed  on.  Certainly,  among  the  members  of 
the  committee  are  some  of  the  wildest  theorists  on  this 
subject  who  have,  in  their  speeches  on  the  floor,  dis- 
played intense  ignorance  of  fundamental  principles.  So, 
for  our  part,  we  shall  not  be  disturbed  if  the  hot  weather 
or  some  other  excuse  prevents  the  inquiry  from  ever 
being  resumed. 

We  might  say,  in  passing,  that  the  above  criticism 
does  not  apply  to  those  senators  who  have  paid  attention 
to  business,  especially  Senator  Cummins  himself,  who  is 
always  conscientious  and  hardworking. 


and  the  wrong  of  some  of  the  theories  that  are  held  by 
our  statesmen  in  regard  to  freight  rates.  Senator  Fletch- 
er wanted  the  rate-making  section  of  the  transporta- 
tion act  repealed  because,  though  it  had  been  in  effect 
for  sixteen  months,  the  railroads  were  bankrupt,  the 
workers  dissatisfied,  the  public  squeezed,  credits  exhaus- 
ted, traffic  reduced,  industries  crippled,  and  commerce 
halted.  Of  course,  it  follows,  then,  that  the  Senator 
would  not  call  the  rate-making  section  successful  unless 
all  these  unwelcome  conditions  were  cured — and  cured  by 
the  rate-making  section.  He  might  also  have  included 
in  his  list  of  ills  from  which  the  country  suffers,  the  hot 
weather,  the  flood  in  Colorado,  the  defeat  of  Carpentier 
at  Jersey  City,  and  the  prevalence  of  pip  in  hens. 

The  Senator  was  merely  talking  nonsense — the 
favorite  indoor  sport  of  the  Senate.  He  insisted  that  the 
volume  of  traffic  had  decreased  because  it  could  not  bear 
the  excessive  cost  of  transportation,  and  was  told  by  Sena- 
tor Cummins  that  there  was  a  great  misapprehension  as 
to  the  facts  in  this  matter — that  in  the  year  ending  March 
1,  1921,  the  railroads  had  carried  a  larger  volume  of 
freight  traffic  and  more  passengers  than  ever  before  in 
their  history.  Senator  Fletcher  said  he  had  heard  that 
argument  made  as  to  the  movement  of  fruits  and  vege- 
tables from  Florida,  and  yet  there  had  never  before  been 
more  fruit  and  vegetables  rotting  on  the  ground  in  that 
state. 

Here  again  we  have  Senator  Fletcher's  arbitrary 
grouping  of  cause  and  effect.  Why  must  it  follow  that 
the  high  freight  rates  are  the  cause  of  fruit  and  vege- 
tables rotting  on  the  ground?  This  talk  of  produce  rot- 
ting on  the  ground  _  for  the  want  of  marketing  is  not 
new.  The  condition  has  existed  frequently  and  has  been 
attributed  to  this,  that,  or  the  other  cause,  according  as 
the  attack  of  the  times  was  directed  at  this,  that,  or  the 
other  alleged  evil.  Sometimes  it  has  been  attributed  to 
the  methods  of  commission  men ;  sometimes  to  inefficient 
marketing  methods ;  now  it  is  attributed  to  freight  rates. 
The  present  explanation  may  be  correct  but,  as  Senator 
Cummins  replied,  even  if  the  .high  freight  rates  have 
caused  the  condition  complained  of  by  Senator  Fletch- 
er in  Florida,  the  solution  is  an  adjustment  of  those 
particular  rates  and  not  a  general  reduction,  which  the 
railroads  could  not  stand. 

We  wish  those  who  are  insisting  on  the  repeal  of 
the  rate-making  section  of  the  law  would  look  the  facts 
in  the  face  for  a  moment.  Suppose  the  section  were  re- 
pealed and  the  Commission  were  free  to  make  the  rate 
level  anything  it  pleased.  Could  it,  in  justice  to  the 
roads,  lower  the  level  to  a  point  where  the  roads  would 
earn  less  than  they  do  now?  If  it  could  not,  then  what 
good  would  it  do  to  repeal  the  law?  The  law  is  no  bar- 
rier to  reductions  where  the  theory  holds  good  that  the 
lower  rates  would  mean  higher  earnings.  There  is  noth- 
ing that  cannot  be  done  now  that  could  be  done  after 
the  rate-making  section  was  repealed,  if  the  roads  are 
to  be  permitted  to  earn  anything  at  all. 


TO   WITHDRAW    SUSPENDED   TARIFFS 
Announcement,  by  representatives  of  the  E.  J.  &  E.,  of  the 
intention   of   that   road    to   withdraw   switching   and   absorption 
tariffs,  which  had  been  under  suspension  in  I.  and  S.  1348,  made 

n-  it  unnecessary  to  hold  the  hearing  on  that  order,  scheduled  to 

frelmgnuysen  seasonal  coal  rate  bill,  developed  the  right      take  place  in  Chicago,  July  2. 


SENATORIAL  RATE  IDEAS 

The  debate  between  Senator  Cummins  and  Senator 
Fletcher  on  the  LaFollette  amendments  saddled  onto  the 
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MONEY  FOR  THE  RAILROADS 

The  Traffic   World   Washington  Bureau 

Secretary  of  the  Treasury  Mellon  said  July  7  that  negotia- 
tions were  in  progress  with  representatives  of  the  railway  execu- 
tives looking  to  the  funding  of  the  indebtedness  of  the  railroads 
to  the  government  for  capital  expenditures  made  under  federal 
control  and  that,  if  the  negotiations  proved  successful,  the  way 
would  be  paved  for  the  payment  of  approximately  half  a  billion 
dollars  to  the  railroads  in  the  next  six  months.  It  is  under- 
stood that  Secretary  Mellon  is  considering  a  plan  for  funding 
all  of  the  indebtedness,  which  is  estimated  at  from  seven  to 
eight  hundred  million  dollars.  A  definite  agreement  as  to  the 
funding,  however,  has  not  been  reached.  The  payment  of  sums 
due  the  railroads  without  making  deductions  for  the  indebted- 
ness of  the  roads  to  the  government,  Mr.  Mellon  said,  would 
tend  to  revive  business.  The  same  view  was  expressed  by  Secre- 
tary Hoover,  who  said  that  the  railroads  employed  20  per  cent  of 
the  labor  and  bought  20  per  cent  of  the  materials  of  the  country 
and  that  a  settlement  by  the  government  with  the  roads  would 
hasten  the  general  recovery  of  business. 

The  Association  of  Railway  Executives  at  a  meeting  in  New 
York  July  1  considered  plans  for  reaching  an  agreement  with 
the  government  as  to  the  settlement  of  the  claims  of  the  roads. 
T.  De  Witt  Cuyler,  chairman,  said  the  meeting  was  held  for  the 
purpose  of  receiving  a  report  from  Alfred  P.  Thorn,  general 
counsel,  on  the  hearings  before  the  Senate  interstate  commerce 
committee. 

"In  addition,"  said  he,  "there  was  a  general  discussion  of 
the  railroad  situation  and  of  the  possibility  of  a  prompt  adjust- 
ment of  the  questions  now  pending  between  the  railroads  and 
the  government.  An  effort  will  be  made  to  give  this  matter  a 
definite  direction  at  an  early  date." 

It  is  understood  the  executives  gave  consideration  to  the 
question  of  modifying  their  claims  against  the  government  with 
a  view  to  reaching  a  basis  of  settlement,  as  has  been  suggested 
by  President  Harding,  that  will  permit  the  government  to  pay 
the  roads  what  the  government  owes  them  as  speedily  as  pos- 
sible. 

The  President  is  understood  to  have  informed  the  executives 
that  the  government  could  not  settle  promptly  if  the  carriers 
•  demanded  payment  of  their  claims  in  full.  The  President  has 
practically  accepted  the  view  of  the  Railroad  Administration,  it 
is  believed,  with  regard  to  the  carriers'  claims.  The  Railroad 
Administration  has  been  settling  with  individual  roads  for  about 
40  per  cent  of  the  face  of  the  claims  filed. 


THE  CUMMINS  INVESTIGATION 

The  Traffic   World   Washington  bureau 

It  will  probably  be  well  into  September  before  the  Senate 
committee  on  interstate  commerce  resumes  hearings  on  the  rail- 
roads. In  announcing,  July  1,  indefinite  suspension  of  the  in- 
quiry, Senator  Cummins  said  the  committee  would  take  a  recess 
"until  we  get  over  the  summer  solstice."  Asked  as  to  whether 
a  definite  date  had  been  fixed  for  resumption  of  the  hearings  he 
said  it  would  probably  be  the  latter  part  of  August  and  that  no 
hearings  would  be  held  in  July. 

When  the  railroad  executives  were  presenting  their  testi- 
mony there  were  at  first  usually  at  least  four  of  five  members 
of  the  committee  present,  out  of  a  total  membership  of  sixteen. 
As  the  executives  neared  the  close  of  their  case,  however,  there 
were  sometimes  only  two  or  three  senators  present.  On  several 
occasions  Senator  Cummins  was  the  only  member  present.  Only 
three  or  four  members  were  present  during  the  presentation  of 
testimony  by  witnesses  for  the  National  Association  of  Owners  of 
Railroad  Securities,  and  on  July  1  only  Senators  Cummins  and 
LaPollette  were  present. 

Additional  testimony  by  the  Warfield  association  will  be  sub- 
mitted when  the  hearings  are  resumed.  Witnesses  for  the  rail- 
road labor  organizations  also  will  be  heard  then.  It  had  been 
planned  to  hear  Clifford  Thorne  and  S.  H.  Cowan  July  11,  but 
they  also  will  be  heard  after  resumption  of  the  inquiry. 

It  will  be  early  fall,  therefore,  before  the  committee  will 
have  completed  the  hearings  and  made  a  report  thereon.  In  the 
meantime  it  is  regarded  as  probable  that  the  President,  the  In- 
terstate Commerce  Commission,  and  the  Railroad  Administra- 
tion will  take  some  definite  action  with  regard  to  speeding  up 
financial  settlements  with  the  railroads. 

In  concluding  his  testimony  before  the  committee,  July  1, 
Walter  L.  Fisher,  former  Secretary  of  the  Interior,  said  railroad 
development  had  reached  the  stage  where  the  government  must 
intervene  and  compel  the  operation  of  the  roads  in  the  public 
interest.  His  belief  is  that  the  railroads  are  dominated  by  a  few 
important  railroad  officials  whose  conception  of  railroad  opera- 
tion is  that  the  strong  roads  have  the  right  to  use  whatever  ad- 
vantage they  may  have  over  the  weak  roads. 

"We  must  get  away  from  that,"  said  he. 

Mr.  Fisher  referred  to  Mr.  Warfield  as  one  who  was  inter- 
ested "in  the  whole  game"  and  said  that  it  was  proper  for  the 
holders  of  railroad  securities  to  see  to  it  that  the  railroad  execu- 
tives are  "checked."  He  did  not  believe  that  the  transportation 


act  reached  the  difficulty  and  said  that  permissive  consolidation 
did  not.  He  said  he  might  be  mistaken,  but  he  had  not  observed 
any  sympathetic  attitude  on  the  part  of  railway  executives  to- 
ward the  grouping  of  roads.  He  said  that  even  if  some  of  the 
executives  were  favorable  to  the  idea,  refusal  of  a  few  important 
executives  to  co-operate  prevented  the  others  from  acting.  Sena- 
tor Cummins  said  he  agreed  that  the  act  did  not  go  far  enough 
as  to  consolidations,  the  Senator  being  an  advocate  of  compulsory 
consolidation. 

Referring  to  the  Warfield  proposals,  the  Senator  said  it  ap- 
peared that  the  plans  involved  the  creation  of  a  public  corpora- 
tion which  would  acquire  under  certain  conditions  terminal 
properties.  He  said  it  was  rather  vague  as  to  whether  the  cor- 
poration would  operate  the  terminals  or  whether  another  agency 
would  be  selected  for  that  function.  He  inquired  of  Mr.  Fisher 
as  to  how  he  thought  the  terminals  ought  to  be  consolidated,  so 
that  they  could  be  commonly  used  free  from  restrictive  regula- 
tions. He  said  that  seemed  to  him  the  practical  thing  that  the 
committee  should  consider. 

Mr.  Fisher  said  there  should  be  common  operating  agencies 
for  terminals,  especially  at  the  principal  terminal  centers  in  the 
country.  He  said  the  trunk  lines  should  bring  their  traffic  to 
the  edge  of  a  terminal  and  turn  it  over  there  to  a  common  operat- 
ing agency,  and  that  then  the  carrier  would  have  no  further  in- 
terest in  the  matter,  and  the  selfish  interests  of  individual  trunk 
lines  would  not  be  involved. 

Senator  Cummins  said  he  did  not  see  how  a  private  corpora- 
tion could  be  employed  to  condemn  and  acquire  the  terminal 
properties  and  secure  the  necessary  capital.  His  view  was  that 
if  "we  come  to  consider  terminal  operation  independent  of  the 
railroads,  it  seems  to  me  the  public  would  have  to  do  it."  He 
did  not  think  the  money  could  be  obtained  except  from  the  public 
treasury. 

Mr.  Fisher,  however,  believed  that  if  the  Commission  would 
revise  the  terminal  rates  and  charges  so  that  the  rates  would 
yield  the  same  rate  of  return  on  the  terminal  property  as  on 
general  investments,  the  money  could  be  raised  to  acquire  the 
properties.  He  said  the  railroads  should  be  required  to  turn 
the  terminals  over  to  a  private  agency  which  would  be  authorized 
to  issue  securities  which  he  said  could  be  sold  if  the  terminal 
rates  were  such  as  would  sustain  the  securities.  He  pointed  to 
the  Warfield  proposal  for  the  incorporation  of  the  National  Rail- 
way Service  Corporation,  not  to  be  operated  for  profit,  and  which 
would  stand  ready  to  provide  the  means  of  financing  the  acquisi- 
tion of  the  terminals.  He  said  it  might  be  necessary  then  to 
create  a  common  operating  agency. 

The  witness  further  advanced  the  thought  that  terminals 
could  be  consolidated  under  a  common  operating  agency  with- 
out the  payment  of  any  money.  He  said  the  railroads  could  be 
compelled  to  entrust  the  management  of  their  terminals  to  a 
common  operating  agency,  and  that  also  it  would  be  necessary 
to  condemn  the  terminal  properties  and  acquire  them  through 
the  exercise  of  the  power  of  eminent  domain. 

Senator  Cummins  said  Mr.  Fisher  probably  would  be  asked 
to  return  and  explain  further  his  ideas  on  the  railroad  question. 


SENATE   COMMITTEE   TAKES    RECESS 

The  Senate  committee  on  interstate  commerce  decided  July 
5  not  to  hold  any  hearings  in  July.  Senator  Cummins,  chairman, 
was  advised  by  his  physician  to  leave  Washington  during  the 
warm  weather,  and  he  left  this  week. 


RESOLUTION  FOR  RATE  CUT 

The  Traffic   World   Washington  Bureau 

Representative  Christopherson,  of  South  Dakota,  submitted 
a  resolution  in  the  House,  July  6,  requesting  the  Interstate  Com- 
merce Commission  to  "take  up  for  consideration  forthwith  the 
matter  of  freight  rates,  giving  special  attention  to  the  rates 
charged  for  the  transportation  of  agricultural  products,  includ- 
ing livestock,  to  market,  with  a  view  of  promulgating  new  and 
lower  schedules  of  rates  upon  these  commodities;  and  that  such 
new  and  lower  rates  be  put  into  force  and  effect  at  the  earliest 
possible  date,  making  special  effort  to  have  same  in  effect  to 
take  care  of  the  transportation  of  the  1921  crops." 

The  resolution  set  forth  that  freight  and  passenger  rates 
were  greatly  increased  during  federal  control  and  afterwards, 
but  that  prices  of  agricultural  products  have  declined  and  have 
reached  an  unusually  low  level,  that  in  some  instances  the  prices 
received  for  agricultural  products  do  not  cover  the  freight 
charges;  that  the  Railroad  Labor  Board  made  a  substantial  re- 
duction in  wages  as  of  July  1,  and  that  this  will  result  in  a 
substantial  cut  in  operating  expenses. 


SUGAR    PINE    RAILWAY    ABANDONMENT. 

The  Sugar  Pine  Railway  Company  has  applied  to  the  Com- 
mission for  a  certificate  of  public  convenience  and  necessity 
authorizing  it  to  abandon  14.15  miles  of  railroad  in  Tuolumne 
County,  Calif.  The  road  has  been  used  almost  exclusively  for 
the  transportation  of  logs,  and  cannot  be  made  to  pay  a  re- 
turn on  the  investment,  the  applicant  says. 
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Anti-Trust  Laws  and  Agriculture. — Attorney-General  Daugh- 
rrt>,  in  his  hunt  for  violators  of  the  anti-trust  statutes,  will 
probably  have  to  ki •> •]>  his  eyes  off  the  practices  of  the  Depart- 
ment of  Agriculture's  bureau  of  markets  force.  The  govern- 
ment can  hardly  be  expected  to  apply  the  law  to  a  part  of  itself. 
That  organization,  according  to  reports,  is  doing  everything  pos- 
sible 10  prevent  reductions  in  the  prices  of  farm  products,  even 
to  the  extent  of  getting  the  producers  to  agree  to  restrict  the 
movement  of  products  to  markets  which  the  bureau  of  markets 
men  believe  are  supplied  to  saturation.  They  may  not  be  con- 
spiring to  restrain  commerce  between  the  states,  but  they  cer- 
tainly are  putting  the  "Indian  sign"  on  the  unrestricted  move- 
mini  of  farm  crops,  which,  at  times,  would  cause  prices  to  go 
down  to  levels  pleasing  to  those  who  buy.  According  to  reports 
in  Pacific  coast  newspapers,  they  have  supervised  the  handling 
of  the  cantaloupe  crop  this  year  from  the  Imperial  Valley  of 
California  in  a  way  that  probably  will  meet  the  approval  of 
those  who  think  it  in  the  public  interest  that  the  price  of  canta- 
loupes should  never  be  brought  down  to  the  cost  or  below  the 
• -os i  of  production,  by  reason  of  oversupply  in  any  market.  Ac- 
cording to  a  report  from  Brawley,  Calif.,  there  is  an  exchange 
at  that  point  where  information  as  to  the  state  of  the  markets 
is  gathered  each  day,  so  that  melons  from  that  shipping  point 
are  never  started  for  a  given  market  in  excess  of  the  amount 
that  that  market  can  absorb.  For  instance,  about  June  22,  grow- 
ers loaded  forty  cars  for  New  York  City.  The  information  gath- 
("red  by  the  bureau  of  markets  showed  that  New  York  City  could 
not  easily  absorb  more  than  thirty-six  carloads  of  Imperial  Valley 
melons  in  one  day.  Williams,  one  of  the  bureau  of  markets 
men,  presided  at  a  meeting  that  day  of  growers  and  shippers 
He  began  calling  the  roll  of  the  shippers.  Right  at  the  top, 
according  to  the  newspaper  report,  the  American  Fruit  Company 
appeared  as  the  shipper  of  three  cars.  Williams  had  announced 
that  forty  cars  were  too  much  to  send  to  New  York.  Promptly, 
when  the  first  name  was  called,  the  representative  of  the  first 
named  shipper  told  Williams  to  "pull  one."  Williams  wanted 
to  know  to  what  destination  the  pulled  one  should  be  sent.  The 
lepresentative  did  not  know,  so  he  told  Williams  to  "park  it." 
When  shippers  had  told  Williams  to  pull  four  cars,  Williams 
ted  the  roll  call  again  to  learn  what  should  be  done  with 
the  "pulled"  cars.  The  American  Fruit  Company  man  then 
gave  orders  to  have  his  car  sent  to  Beaumont,  Tex.  In  that  way 
the  overstocking  of  New  York  was  prevented  on  that  day.  New 
Yorkers  did  not  get.  Imperial  Valley  melons,  about  July  5,  at 
very  low  prices  because  there  was  no  over-supply.  The  bureau 
of  markets  had  seen  to  that.  If  the  Standard  Oil  company  pre- 
vented breaks  in  the  prices  of  oil  in  that  way  Daugherty,  it  is 
suspected,  would  be  after  Bedford,  Teagle,  and  every  other  man 
in  the  various  Standard  companies  with  practically  the  entire 
regular  army.  But  the  scheme  used  was  for  the  benefit  of  tillers 
of  the  soil  and,  therefore,  in  the  government's  eyes,  all  right. 
There  are  Americans  who  think  it  would  be  good  if  nearly  all 
business  was  regulated  in  that  way  to  prevent  waste  and  ruin 
through  disorganized  markets;  wherefore,  they  are  inclined  to 
wonder  why  the  government  should  exert  itself  only  in  behalf 
of  one  class.  Stated  in  another  way,  why  should  not  the  anti- 
trust laws  be  executed  against  all  or  none? 


made  about  It,  butter,  In  a  transportation  sense,  IB  about  an  un- 
important an  article  of  commerce  as  could  be  imagined.  In  the 
firs  i  quarter  of  the  year  the  class  1  roads  hauled  only  178,647 
tons  of  butter  and  cheese  together.  Salt,  in  that  quarter,  totaled 
1,124,162  tons.  The  probability  is  that  the  average  man  would 
promptly  aver  that,  In  pounds,  he  used  more  butter  and  cheese 
than  salt.  It  is  possible  that  that  guess  would  be  right.  Much 
butter  and  cheese  receives  no  rail  haul  while  practically  every 
pound  of  salt  is  hauled  by  rail.  The  average  man  probably 
knows  that  he  uses  more  petroleum  than  salt,  butter,  and  cheese. 
But  the  tonnage  of  crude  petroleum  In  the  first  quarter  was  only 
2,393,518  tons.  However,  that  does  not  give  any  adequate  idea 
as  to  the  tonnage  of  petroleum  products,  because  much  of  the 
crude  oil  Is  run  through  pipe  lines  and  only  the  refined  products 
take  rail  hauls.  Fayette  B.  Dow,  when  the  time  comes,  is  going 
to  tell  the  railroads  what  a  small  percentage  of  petroleum  and 
Its  products  they  haul;  in  an  effort  to  show  them  that  It  would 
be  for  their  financial  good  to  make  rates  that  would  persuade 
petroleum  refiners  to  quit  thinking  about  transportation  by  pipe 
line  and  by  automobile  trucks. 

Publicity  for  Train  Control  Devices. — The  Commission,  after 
thirty  years  of  comparative  immunity,  is  beginning  to  learn 
something  about  the  propaganda  that  can  be  put  out  through 
press  agents.  The  railroads  were  among  the  first  to  establish 
publicity  bureaus  in  Washington.  The  Commission,  in  some  of 
its  opinions  four  or  five  years  ago,  referred  to  some  of  their 
publicity  in  a  way  to  indicate  to  them  that  publicity  was  not 
objectionable,  if  it  was  kept  within  the  bounds  of  facts  and  rea- 
sonable inferences.  Press  agents  for  some  of  the  shippers  have 
been  putting  out  publicity  that  is  really  ridiculous  by  reason  of 
its  lack  of  relation  to  the  facts  and  proper  inferences  to  be 
drawn  therefrom.  Publicity  for  this,  that,  or  the  other  auto- 
matic train  control  device  has  Recently  attracted  some  attention 
by  reason  of  the  fact  that  it  had  no  resemblance  to  either  facts 
or  reasonable  inferences.  The  Commission  has  not  approved 
any  such  devices,  as  might  be  inferred  from  some  of  the  pub- 
licity. Its  inspectors,  for  years,  have  been  reporting  the  results 
of -experiments,  but  the  Commission  has  not  approved  any  kind 
of  device  or  done  more  than  indicate  that,  apparently,  the  ex- 
periments on  some  railroads  have  tended  to  indicate  that  such 
devices  are  satisfactory  but  that  complete  reports  had  not  been 
made.  Train  control  devices,  under  section  26  of  the  transpor- 
tation act,  are  to  be  installed  within  two  years  after  the  Com- 
mission issues  an  order  directing  installation.  The  order  is  to 
contain  specifications  and  requirements  so  each  carrier  will 
know  what  it  must  do.  No  such  order  has  been  issued  to  any 
carrier. 


Class  1  Roads  as  Traffic  Originators. — Class  1  roads  usually 
are  regarded  as  representing  at  least  90  per  cent  of  the  trans- 
portation business  of  the  country.  It  is  certain  they  have  by 
far  the  greater  part  of  the  revenue.  Yet,  in  the  first  quarter  of 

year,  they  carried  only  217,967,619  tons  of  revenue  freight, 
as  originators  of  the  traffic.  They  received  the  rest  of  the  total 
of  410,818,363  tons,  from  their  connections.  To  an  ordinary  citi- 
zen that  looks  peculiar.  They  originated  only  a  little  more  than 
one-half  the  traffic  but  received  at  least  85  per  cent  of  the 

nue.  Always,  of  course,  there  is  dispute  as  to  whether  the 
originating  or  the  delivering  road  is  the  more  important.  An 
ordinary  "once-over"  given  to  the  traffic  and  revenue  sheets 
would  indicate  that,  as  the  money  is  divided,  the  delivering  road 
is  the  more  important.  Inasmuch  as  the  class  1  roads  carried 
nearly  twice  as  much  as  they  originated,  and  got  much  the 
greater  part  of  the  revenue,  the  conclusion  seems  almost  be- 
yond dispute  that  the  delivering  carrier  is  the  important  one. 
Perhaps  it  is  for  the  same  reason  that  the  man  who  has  the 
money  to  give  in  exchange  for  the  goods  is  usually  the  one 
who  makes  the  terms.  The  war  period,  of  course,  was  an  ex- 
ception, in  the  ordinary  business  of  buying  and  selling.  Perhaps 
it  was  not  so  with  regard  to  the  delivering  lines  of  railroad, 
assuming,  for  the  sake  of  discussion,  that  they  stood  in  tho 
place  of  the  buyers. 

Butter,  Salt,  and  Petroleum. — Considering  the  bother  that  is 


Taxes  for  Laborers'  Wages. — Currying  favor  with  the  man- 
ual laborer  by  giving  him  money  out  of  the  pi'J)lic  treasury  or 
out  of  the  treasury  of  public  service  corporations,  which  started 
with  the  Adamson  law  in  this  country  in  1916,  has  now  encircled 
the  globe,  the  latest  order  of  that  kind  being  the  Obregon  de- 
cree requiring  the  oil  producers  in  Mexico  to  pay  the  men  they 
have  laid  off,  for  an  indefinite  period.  The  British  government 
has  just  settled  the  coal  strike  on  the  basis  of  a  bounty  from 
the  treasury,  to  be  taken  from  all  other  classes  of  Britons  in  the 
form  of  taxation.  If  Obregon  is  allowed  to  "get  away  with"  his 
plan,  Americans  will  be  the  losers,  because  Americans  own 
most  of  the  wells  in  Mexico  that  are  closed.  They  are  closed, 
it  is  believed,  because  the  price  of  American  petroleum,  being 
now  very  low,  is  really  cheaper  than  the  Mexican,  when  the 
cost  of  production,  the  Mexican  export  tax,  and  transportation 
to  refineries  in  the  United  States  are  totalled.  Imposition  of  a 
big  increase  in  the  export  tax,  decreed  by  Obregon,  brought 
about  that  situation.  Obregon,  it  is  believed,  is  trying  to  save 
himself  in  the  estimation  of  the  unemployed  Mexicans  by  de- 
creeing that  the  American  companies  shall  pay  wages,  even  il 
they  have  no  work  for  the  Mexican  workmen. 


The  Administration  Party  and  Its  Factions. — The  party  in 
power  in  the  White  House  and  in  Congress  is  again  being 
threatened  by  internal  dissension  over  the  question  of  what  is 
progress  and  what  is  not.  The  senators  and  representatives  who 
think  they  are  the  special  representatives  of  the  agricultural  in- 
terests instead  of  the  whole  people,  are  opposing  a  suggested 
recess  of  the  Senate,  to  be  taken  while  the  House  is  considering 
the  tariff  bill.  They  object  because  they  think  there  is  "prog- 
ressive" legislation  to.be  enacted,  as,  for  instance,  legislation 
for  the  curbing  of  the  meat  packers  and  the  regulation  of  grain 
and  cotton  exchanges.  The  members  of  the  bloc  assume  that 
the  destruction  of  grain  and  cotton  exchanges,  or  their  regula- 
tion by  laws  that  would  drive  most  traders  out  of  the  market, 
would  be  real  progress.  Acting  with  the  majority  party  mem- 
bers of  the  bloc  are  men  of  the  minority  party,  which,  in  the 
event  of  another  split  such  as  took  place  eight  years  ago,  would 
put  the  minority  party  into  power  again.  The  agricultural  bloc 
is  the  first  appearance  of  "class  consciousness"  in  American  pol- 
itics, the  assumption  of  the  members  of  the  bloc  being  that  the 
American  farmers,  as  a  class,  deem  themselves  entitled  to  ape- 
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cial  consideration  at  the  expense  of  other  classes..  The  party 
that  has  boasted  that  it  stands  for  "special  privileges  for  none" 
is  represented  in  the  bloc  just  as  if  that  boast  had  never  been 
invented.  The  old  American  theory  that  a  majority  of  a  party 
is  entitled  to  say  for  what  the  party  shall  stand  and  for  what  it 
shall  not  stand,  is  losing  ground.  The  European  scheme  of  many 
little  parties,  now  coalescing  and  now  flying  asunder,  seems  to 
be  gaining  headway  to  such  an  extent  that  "votes  of  confidence" 
or  lack  of  it,  in  the  leadership  of  the  House  or  Senate  may  soon 
be  as  common  as  in  Europe.  The  theory  that  the  management 
of  the  party  that  was  successful  at  the  polls  should  continue  in 
office  for  two  or  four  years,  unquestioned,  except  at  the  polls, 
is  becoming  weak  and  policies  may  hereafter  be  made  in  Wash- 
ington instead  of  in  party  conventions. 


Where  Are  Party  Policies  Made? — Party  government  is  not 
yet  a  century  old.  During  the  first  34  or  35  years,  members 
elected  to  the  House  and  Senate  made  party  policies  and  party 
nominations  without  any  gathering  of  the  party  chieftains  in 
county,  state  or  national  conventions.  Possibly  the  adoption 
of  the  primary  system  of  making  nominations  will  do  away  with 
party  organization  so  there  will  be  no  such  compact. organiza- 
tions, with  undivided  responsibility,  such  as  prevailed  until  the 
coming  of  Roosevelt.  He  won  against  the  chiefs  of  his  party 
by  appealing  over  their  heads  to  the  "boys  in  the  trenches,"  as 
the  late  Senator  Quay,  of  Pennsylvania,  used  to  say.  The  party 
organizations  were  strongest  when  business  was  most  loosely 
organized.  Now  that  business  is  strongly  organized,  the  party 
organizations  appear  to  be  losing  their  hold  on  the  individual. 
When  the  party  organization  was  strongest,  the  real  big  men 
of  a  party  did  not  always  hold  office.  Now  the  tendency  seems 
to  have  party  policies  made  in  Washington,  instead  of  outside  of 
Washington,  so  there  is  not  that  certainty  as  to  what  will  be 
done  in  Washington  that  was  the  fact  when  the  parties  met 
in  convention,  adopted  platforms,  and  then  fought  to  carry  out 
the  promises.  Now  senators  and  representatives  do  not  con- 
sider themselves  under  any  obligation  to  obey  the  wish  of  a 
majority,  ascertained  either  in  a  national  convention  or  in  a 
conference  or  caucus  of  the  party.  The  caucus,  binding  all  par- 
ticipants to  stand  by  the  action  of  a  majority  of  those  partici- 
pating therein,  is  wholly  unknown.  In  the  days  of  closer  organi- 
zation there  would  be  no  such  uncertainty  as  to  what  would  be 
done  by  congress  as  there  is  now.  Candidates  for  office  stood 
for  something  definite,  chiefly  that  the  majority  of  the  success- 
ful party  should  rule  and  that  the  minority  in  the  majority  party 
should  make  its  fights  in  the  party  councils  and  not  by  combi- 
nations with  factions  of  the  rival  party  after  election.  A.  E.  H. 


PETROLEUM  RATE  CONFERENCE 

The  Traffic   World   Washington  fiurcau 

An  appeal  for  help  was  made  to  the  Commission  July  1  by 
carriers  and  shippers  of  petroleum  and  its  products  for  settle- 
ment of  an  irritating  situation  that  has]  grown  out  of  the  fact 
that  there  are  local  and  proportional  rates  to  and  from  Missis- 
sippi and  Ohio  river  crossings  on  petroleum  and  its  products. 
The  necessity  for  proportional  rates  grew  out  01  the  commuta- 
tion of  the  twenty-five  per  cent  advance  under  General  Order  No. 
28,  so  far  as  it  concerned  oil,  to  a  specific  maximum  of  not  exceed- 
ing 4.5  cents.  To  avoid  double  increases,  under  the  authority 
of  Freight  Rate  Authority  No.  96,  the  carriers  established  pro- 
portionals to  and  from  the  rivers  which  placed  the  refiners  and 
shippers  at  the  rate-breaking  points  at  a  disadvantage  of  three 
cents. 

Under  Ex  Parte  No.  74  that  disadvantage  became  6.5  cents. 
In  cases  in  which  the  refiner  at  the  rate-breaking  point  has  his 
crude  brought  in  by  rail,  he  pays  a  double  increase  amounting 
to  13  cents,  while  the  refiner  in  the  mid-continent  field  who  gets 
his  crude  by  pipe  line  pays  only  one  advance  of  6.5  cents.  A 
formal  complaint  against  Central  Freight  Association  lines  by 
the  Indiahoma  Refining  Company  brought  the  matter  to  such 
a  pass  that  they  sought  a  conference  with  shippers.  A  confer- 
ence was  held  in  Chicago  June  16.  At  that  conference  it  was 
agreed  there  should  be  a  meeting  in  Washington  with  Director 
Hardie  on  July  1  further  to  discuss  the  matter. 

The  conference,  as  indicated  by  Director  Hardie,  was  lop- 
sided in  that  no  representatives  of  the  western  or  southern  lines 
were  present  and  there  were  no  representatives  of  refiners  who 
have  interests  only  in  the  mid-continent  field. 

In  behalf  of  the  C.  F.  A.  lines,  C.  H.  Stinson  of  the  Wabash 
said  the  only  proposal  on  which  all  could  agree  was  an  advance 
of  the  proportionals  to  the  level  of  the  locals  because  the  eastern 
trunk  line  and  New  England  roads  contend  that  any  reduction 
in  the  locals  from  the  river  crossings  would  have  to  be  reflected 
by  like  reductions  in  the  locals  throughout  the  eastern  district. 
James  Webster,  for  the  New  York  Central,  said  that  reduction 
in  the  locals  from  East  St.  Louis,  where  the  Indiahoma  has  a 
refinery,  closed  on  account  of  the  advantage  the  Indiahoma's 
Oklahoma  plant  has  over  it.  Without  corresponding  reductions 
in  the  locals  from  other  points  in  the  central  district,  would 


break  an  adjustment  on  oil  rates  that  has  been  in  effect  for 
twenty  years. 

On  only  one  thing  was  there  general  agreement.  That  was 
that  the  4.5  cent  commutation  should  be  wiped  out.  The  Standard 
and  non-Standard  companies,  with  one  exception,  agreed  to  that. 
There  was  no  division  on  that,  as  between  the  seaboard  and  the 
interior  refiners,  as  there  was  at  the  hearing  in  Ex  Parte  No. 
74  when  the  seaboard  non-Standard  refiners  stood  with  the 
Standard  seaboard  refiners  in  opposition  to  the  4.5  cent  commu- 
tation, and  aaginst  the  interior  non-Standard  refiners,  which,  at 
that  time,  were  of  the  opinion  that  the  Commission  should  not 
disturb  that  settlement. 

The  4.5  cent  commutation  is  supposed  to  be  of  particular 
benefit  to  the  mid-continent  refiners,  but  F.  S.  Jackson,  speak- 
ing for  the  Western  Petroleum  Refiners'  Association,  confined 
his  objection  to  the  proposal  of  the  C.  F.  A.  lines  to  increase 
the  proportionals  to  the  level  of  the  locals.  He  said  half  of  the 
members  of  that  association  were  shut  down  on  account  of  the 
slackness  of  business,  so  that  any  increae  in  any  rate  would 
adversely  affect  them. 

"We  feel  we  will  not  get  away  from  our  trouble  until  we 
get  away  from  the  basis  put  into  effect  under  Freight  Rate  Au- 
thority No.  96,"  said  Mr.  Stinson.  He  was  the  first  to  make 
an  attack  on  the  4.5  commutation,  which  the  Railroad  Adminis- 
tration had  made  operative  at  the  solicitation  of  Clifford  Thorne, 
who,  in  1918,  persuaded  the  Standard  and  non-Standard  parts 
of  the  industry  to  work  in  unison  on  that  rate  matter  against 
the  judgment  of  the  Standard,  for  the  winning  of  the  war. 

F.  W.  Boltz,  traffic  manager  for  the  National  Petroleum  As- 
sociation, the  veteran  of  all  associations  in  the  oil  industry,  ap- 
proved the  attack  upon  the  commutation  but  said  he  expected 
to  show  the  railroads  soon  that  instead  of  proposing  any  increase 
they  should  be  thinking  of  decreases  as  a  method  for  obtaining 
tonnage  that  now  moves  by  means  other  than  by  rail. 

Fayette  B.  Dow,  for  the  American  Petroleum  Institute,  said 
a  surprisingly  small  percentage  of  petroleum  and  its  products 
moves  by  rail  and  he  wanted  the  railroads  to  get  out  after  statis- 
tics, such  as  he  said  he  was  gathering,  to  show  that  unreasonably 
high  rates  are  driving  petroleum  and  its  products  to  barges,  pipe 
lines  and  tank  wagons.  He  said  that  any  increase  would  tend  to 
intensify  that  situation  or  tendency. 

W.  H.  Miller  for  the  Indian  Refining  Company,  E.  W.  Sieboldt 
for  the  Roxana  and  Indiahoma  companies,  B.  L.  McPherson  for 
the  Sun  Oil  Co.,  F.  W.  Boltz  for  the  National  Petroleum  Associa- 
tion, C.  B.  Ellis  for  the  Gulf,  E.  D.  Sheffe  for  the  Standard 
of  New  Jersey,  William  Jervis  for  the  Texas,  J.  S.  Wood  for  the 
Mexican  Petroleum,  and  Edward  Fall  for  the  Inter-ocean,  all 
favored  the  elimination  of  the  commutation.  B.  J.  Burchett  for 
the  Schaffer  Oil  Co.  objected  to  its  elimination. 

H.  R.  Smith,  for  the  Great  Southern  Refining  Company,  ad- 
vocated continuance  of  the  present  adjustment  until  there 
is  a  general  revision,  because  the  company  is  able  to  use 
the  proportionals.  The  combinations  of  locals  hurt,  he  indicated, 
but  raising  the  proportionals  to  the  locals  would  hurt  worse 
unless  there  was  a  general  readjustment  to  bring  compensating 
advantages,  he  said. 

The  conference  came  to  an  end  without  agreement  other 
than  that  another  meeting  should  be  held,  probably  in  St.  Louis, 
at  the  call  of  Director  Hardie,  or  at  least  at  his  convenience. 

The  director,  by  way  of  suggestion,  asked  if  it  would  not 
be  possible  to  reduce  the  local  rates  from  East  St.  Louis  and 
other  points  near  the  Mississippi  River  a  little  and  at  the  same 
time  bring  up  the  proportionals  a  good  deal. 

That  suggestion  brought  forward  E.  D.  Sheffe,  for  the  Stand- 
ard of  New  Jersey,  with  an  observation  that  if  the  local  rates 
from  C.  F.  A.  refinery  points  were  reduced,  there  should  be  like 
reductions  from  the  eastern  refinery  points  into  Central  Freight 
Association  territory.  That  suggestion  tended  to  bear  out  the 
contention  of  Messrs  Stinson  and  Collyer  that  any  reduction  in 
the  local  rates  in  C.  F.  A.  would  carry  with  it  reductions  in 
eastern  trunk  line  and  New  England  territories. 

Definitely  the  railroads  have  proposed  to  bring  the  propor- 
tionals up  to  the  level  of  the  locals,  which  would  satisfy  the 
C.  F.  A.  refiners  and  not  displease  trunk  line  and  border  point 
refiners,  but  would  evoke  the  hostility  of  the  mia-continent  part 
of  the  industry.  The  industry,  outside  of  the  mid-continent  field, 
almost  unanimously  agreed  that  the  4.5  cent  specific  maximum 
applied  under  Freight  Rate  Authority  No.  96  should  be  eliminated 
and  the  basis  of  rates  in  effect  May  25,  1918,  made  the  founda- 
tion for  building  up  a  new  structure,  but  the  railroads  did  not 
indicate  what  they  thought  of  that  proposal. 

Opposition  thereto,  especially  if  straight  percentages  were 
proposed  as  a  substitute  for  the  4.5  cent  specific,  would  be  ex- 
pected from  the  mid-continent  refiners,  the  ones  having  the  long 
haul,  for  whose  protection  the  maximum  increase  was  held  down 
to  4.5  cents.  Their  views  were  not  definitely  ascertained  on  such 
a  proposal.  They  opposed,  however,  an  increase  in  the  propor- 
tionals because  if  the  latter  were  brought  up  to  the  level  of  the 
locals  from  the  rivers,  the  refiners  would  be  in  as  bad  a  posi- 
tion, probably,  as  if  they  had  not  had  General  Order  No.-  28 
limited  so  as  to  hold  the  maximum  increase  to  4.5  cents. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  BARREL  STAVES 

Another  finding  and  order  that  branch-line  points  of  origin 
well  within  the  boundaries  of  a  group  shall  receive  the  group 
raie  has  been  made  in  No.  10255,  J.  D.  Hollingshead  Company 
vs.  Adirondack  &  St.  Lawrence,  Director-General,  et  al.,  opinion 
No.  6939,  62  I.  C.  C.  147-150.  The  Commission  holds  that  the 
rales  on  slack-barrel  staves  from  Crowder,  Miss.,  where  the  com- 
plainant has  a  mill,  are  not  unreasonable,  but  unduly  prejudicial 
to  the  extent  that  they  exceed  the  rates  on  that  commodity 
from  Batesville  and  Charleston,  junction  points  in  the  group,  to 
tin-  same  destinations.  The  undue  prejudice  is  to  be  removed, 
on  or  before  September  24,  on  statutory  notice.  The  reasoning 
in  this  case  is  the  same  as  in  Swift  Lumber  Co.  vs.  Fernwood 
&  Gulf,  61  I.  C.  C.  485.  Commissioner  Daniels  dissented,  with- 
out, however,  stating  the  grounds  of  his  dissent. 

In  this  case  the  central  fact  that  the  Illinois  Central  owns 
all  the  stock  of  the  Mississippi  Valley  Corporation,  which  In 
turn  owns  the  Batesville  Southwestern,  the  branch  line  on 
which  Crowder  is  situated,  tends  to  differentiate  the  case  from 
the  Swift  Lumber  case.  In  the  last  mentioned  case,  the  branch 
line  is  wholly  independent  of  its  trunk  line  connections.  The 
I'.atesville  Southwestern,  while  owned  by  a  company  that  is 
owned  by  the  Illinois  Central,  is  independently  operated.  The 
complainant,  disregarding  the  inter-corporate  relationship,  in- 
sisted that  the  Batesville  Southwestern  was  a  branch  of  the 
Illinois  Central. 

A  witness  for  the  defendants  testified  that  because  Crowder 
was  on  a  higher  rate  basis  than  Charleston  and  other  main-line 
points  in  the  group,  the  complainant  was  able  to  obtain  its  raw 
material  at  prices  lower  than  those  paid  by  the  main-line  com- 
petitors, so  that,  in  the  last  analysis,  the  competing  stave  mills 
were  really  on  an  equality.  He  argued  that  if  Crowder  were 
given  the  main-line  group  rates,  the  complainant  would  really 
have  a  commercial  advantage  over  the  main-line  manufacturers 
of  staves.  The  Commission's  report  said:  "We  have  repeatedly 
held  that  it  is  not  our  duty  to  inquire  into  or  adjust  the  rela- 
tive advantages  or  disadvantages  resulting  from  purely  busi- 
ness or  commercial  conditions.  The  material  facts  in  this  case 
are  substantially  the  same  as  those  in  Swift  Lumber  Co.  vs.  F. 
&  G.,  61  I.  C.  C.  485,  and  warrant  a  like  conclusion." 


DIVISIONS  FOR  F.  P.  &  E. 

In  a  report  on  No.  10236,  Diamond  Alkali  Company  vs.  Fair- 
port,  Painesville  &  Eastern,  Director-General,  et  al.,  opinion  No. 
6943,  62  I.  C.  C.  161-5,  written  by  Chairman  Clark,  the  Com- 
mission upon  further  hearing  said  the  Fairport,  Painesville  & 
Eastern  was  entitled  to  a  division  of  $2.50  per  car  between 
March  25,  1920,  and  August  25,  1920,  and  $3.50  per  car  after 
August  25,  on  traffic  exchanged  between  itself  and  the  Balti- 
more &  Ohio  and  the  New  York  Central,  at  Painesville,  Ohio. 
The  decision  as  to  the  division  had  to  be  limited  to  the  day  on 
which  the  complaint  was  filed. 

Joint  rates,  in  accordance  with  the  first  decision  of  the 
Commission,  were  made  effective  on  October  1,  1919,  the  first 
decision,  53  I.  C.  C.  549,  holding  that  the  rates  were  unreason- 
able and  that  the  Diamond  Alkali  Company,  owner  of  the  Fair- 
port,  Painesville  &  Eastern,  should  have  reparation.  In  that 
case  the  industrial  common  carrier  contended  that  a  reasonable 
division  to  it  would  be  equal  to  its  local  rates  and  that  repara- 
tion should  be  paid  entirely  by  the  trunk  lines. 

On  such  a  basis,  the  Commission,  in  its  first  decision,  said 
the  divisions,  in  many  instances,  would  be  greater  than  the 
switching  charges  absorbed  by  the  trunk  lines  on  similar  traffic. 
It  also  observed  that  clearly  an  excessive  allowance  would  be 
a  rebate  to  the  proprietary  interest.  It  said  that  what  would  consti- 
tute a  fair  division  of  the  rates  was  not  in  issue  in  that  case 
but  that  if  the  industrial  road  and  the  trunk  lines  could  not 
agree  as  to  what  would  be  a  fair  division,  they  might  come  back 
for  a  determination  on  that  point. 

They  came  back  because  they  could  not  agree  on  the  amount 
of  service  the  trunk  lines  would  have  to  perform  on  the  line- 
haul  rates  if  their  rails  extended  to  the  plant  of  the  alkali  com- 
pany. The  trunk  lines  and  the  industrial  road  conducted  tests 
to  ascertain  what  percentage  of  the  cost  should  be  allocated  to 
the  trunk  lines  and  what  to  the  industry.  In  the  first  test  the 
industrial  road  said  that  54  per  cent  should  be  charged  to  the 
trunk  lines,  while  the  trunk  lines  said  only  29.7  per  cent  should 
be  charged  to  them.  On  the  later  test  the  industrial  road  said 
the  figures  were  57  per  cent  as  the  share  of  the  trunk  lines  and 
the  trunk  lines  said  only  23  per  cent  was  chargeable  to  the 
service  the  law  required  them  to  perform. 

All  this  difference  arose  from  a  disagreement  as  to  what 
service  the  trunk  lines  should  perform.  They  contended  that 


their  duty  was  discharged  when  the  cars  reached  the  storage 
track  of  the  industry.  The  Commission  said  no,  that  the  duty 
of  the  trunk  lines  was  to  make  one  placement  for  loading  or  un- 
loading, within  the  plant  inclosure,  the  tracks  within  the  In- 
closure  being  suitable  for  performance  of  that  service  by  the 
trunk  lines,  the  rails  of  which  do  not  extend  to  the  plant. 

When  the  Railroad  Administration  undertook  to  negotiate 
for  that  reasonable  division  ordered  by  the  Commission,  it  of- 
fered $1.76  per  car.  On  the  figures  made  in  the  test,  the  trunk 
lines  thought  they  would  be  performing  their  whole  duty  If 
they  paid  $1.56  for  the  services  of  an  engine  and  crew  to  haul 
cars  over  a  road  4.5  miles  long.  None  of  the  figures  herein 
used,  except  the  $3.50  per  car,  take  Into  account  the  40  per  cent 
increase  allowed  in  Ex  Parte  No.  74. 

The  allowance  of  $2.50  and  $3.50  per  car  is  supposed  to 
cover  cost  and  a  reasonable  return  on  the  investment  devoted  to 
common  carrier  service. 


JUNCTION  POINT  RATES  ON  M.  &  E. 

Reversing  Its  former  finding  of  undue  prejudice,  which  it 
ordered  removed,  the  Commission  has  dismissed  No.  10387,  Em- 
pire Steel  &  Iron  Co.  vs.  Central  of  New  Jersey,  Director-General, 
et  al.,  opinion  No.  6942.  It  now  holds  the  maintenance,  by  the  de- 
fendants, of  junction  point  rates  on  coal  to  destinations  on  the 
Morristown  &  Erie,  while  contemporaneously  refusing  to  maintain 
such  rates  to  destinations  on  .the  Mount  Hope  Mineral  Railroad, 
owned  by  the  Empire  Steel  &  Iron  Co.,  and  the  Thomas  Iron 
Co.,  does  not  constitute  undue  prejudice  because  conditions  and 
circumstances  are  not  the  same. 

Rehearing  was  held  at  the  petition  of  the  Lackawanna. 
That  road  said  it  feared  that  if  it  cancelled  rates  to  destina- 
tions on  the  Morristown  &  Erie,  the  big  paper  mills  at  Whippany 
would  move  to  Newark,  N.  J.,  and  it  further  pointed  out  that 
in  maintaining  rates  held  to  be  unduly  prejudicial  it  was  merely 
meeting  the  situation  created  by  the  Erie  at  Morristown. 

Chairman  Clark,  who  wrote  the  opinion  on  rehearing, 
pointed  out  that  the  Morristown  &  Erie  connects  the  Erie,  not 
a  party  to  the  case,  with  the  Lackawanna,  and  that  thereby  a 
competitive  situation  is  created  which  does  not  exist  on  the 
Mount  Hope  Mineral.  The  Lackawanna,  at  Morristown,  and 
Whippany,  meets  the  rates  established  by  the  Erie.  It  is  under 
no  such  compulsion  at  points  on  the  Mineral  railroad  nor  at 
points  on  its  own  Sussex  branch,  the  rates  on  which,  the  Lacka- 
wanna said,  would  be  imperiled  if  the  Lackawanna  cancelled 
rates  to  points  on  the  Morristown  &  Erie. 

Clark  said  it  was  perhaps  not  necessary  to  state  that  the 
fears  of  the  defendants  could  afford  no  justification  for  the 
maintenance  of  unreasonable  or  unduly  prejudicial  rates  to 
points  on  the  Mineral  road.  Then  he  went  on  to  point  out  that 
there  is  no  such  competitive  conditions  on  the  Mineral  road  and 
that  the  shippers  on  the  Mineral  cannot  justly  complain  of  the 
situation  on  the  Morristown  &  Erie.  He  added  there  are  no  in- 
dustries on  the  Mineral  which  compete  with  industries  on  the 
Morristown  &  Erie. 


PULLMAN  SURCHARGE  IN  ALABAMA 

Alabama's  refusal  to  allow,  after  December  23,  1920,  the  50 
per  cent  surcharge  for  the  transportation  of  passengers  in  sleep- 
ing and  parlor  cars  has  been  held  an  unjust  discrimination 
against  interstate  commerce  in  a  report  on  No.  12214,  Surcharge 
for  Transportation  of  Passengers  in  Sleeping  or  Parlor  Cars 
Between  Points  in  the  State  of  Alabama,  opinion  No.  6941,  62  I. 
C.  C.  153-6.  The  discrimination  is  to  be  removed  by  the  railroads 
on  or  before  August  6,  on  not  less  than  five  days'  notice  to  the 
public  and  to  the  Interstate  Commerce  Commission.  The  Ala- 
bama commission  allowed  Ex  Parte  No.  74  increases  to  go  into 
effect  in  that  state  for  a  period  of  six  months  from  November  1, 
1920,  unless  otherwise  ordered.  As  to  the  surcharge,  the  Ala- 
bama commission  gave  a  further  hearing  and  ordered  its  dis- 
continuance on  state  traffic  on  and  after  December  23. 

At  the  hearing  in  this  case  the  Alabama  commission  denied 
the  jurisdiction  of  the  Commission  and  moved  to  dismiss  the 
petition  of  the  carriers  on  the  ground  that  the  issue  presented 
was  one  involving  only  intrastate  commerce  which  the  Commis- 
sion had  no  authority  to  consider.  The  Alabama  commission 
further  contended  that  the  Commission  had  no  jurisdiction,  be- 
cause the  railroads  had  not  taken  advantage  of  the  Alabama 
statute  authorizing  appeal  from  the  Alabama  commission  to  the 
courts  of  the  state.  The  first  mentioned  ground  for  challenging 
jurisdiction,  the  Commission  said,  was  considered  and  disposed 
of  in  the  New  York  and  Illinois  cases.  The  second  ground  was 
considered  and  disposed  of  in  the  Arkansas  case. 
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REFUSAL  TO  SWITCH  AND  SPOT 

Denying  the  contentions  of  the  complainant  in  toto,  the 
Commission  has  dismissed  No.  10978,  Lehigh  Portland  Cement 
Company  vs.  Director-General,  Atlantic  Coast  Line  et  al.,  opinion 
No.  6959,  62  I.  C.  C.  231-6,  holding  that  the  refusal  of  the  Chesa- 
peake &  Ohio  to  switch  and  spot  cars  for  the  complainant  at 
Fordwick,  Va.(  or  to  make  an  allowance  for  the  service  per- 
formed by  the  railroad  of  the  complainant  was  not  unreasonable, 
unjustly  discriminatory,  or  unduly  prejudicial. 

In  the  report,  written  by  Commissioner  Aitchison,  the  Com- 
mission differentiated  the  instant  case  from  the  ones  on  which 
the  complainant  relied  for  an  order  requiring  the  Chesapeake 
&  Ohio  to  do  the  switching  and  spotting  or  to  make  an  allow- 
ance by  way  of  compensation  for  the  work  done  by  the  engine 
and  crew  of  the  complainant.  Commissioner  Aitchison  said  the 
Chesapeake  &  Ohio  had  never  done  the  switching  at  that  point 
and  made  no  allowance  to  the  industry  until  after  the  Virginia 
Portland  Cement  Company,  predecessor  in  interest  of  the  com- 
plainant, incorporated  its  plant  facility  and  called  it  a  common 
carrier. 

Allowances  made  prior  thereto  were  canceled  in  1914  as  a 
result  of  the  Commission's  report  in  the  Second  Industrial  Rail- 
ways case.  The  cement  company  then  called  upon  the  Chesa- 
peake &  Ohio  to  do  the  switching  and  spotting  to  the  interchange 
points  designated  by  the  trunk  line.  In  the  tentative  report  the 
examiner  spoke  of  the  interchange  points  as  being  within  the 
plant  industry  and  as  having  been  designated  by  the  industry. 
The  complainant  showed  that  the  points  of  interchange  were 
not  indicated  by  the  industry  and  that  they  were  not  within 
the  plant  inclosure  because  there  is  no  inclosure.  Aitchison 
said  that  if  the  Chesapeake  &  Ohio  were  to  undertake  the  spot- 
ting service  the  present  methods  would  probably  be  adhered  to. 
Inasmuch  as  the  complainant  can  do  the  work  cheaper  than  the 
trunk  line,  Aitchison  said  the  outcome  probably  would  be  the 
payment  of  an  allowance  to  the  industry.  An  order  requiring 
the  trunk  line  to  extend  its  service,  the  commissioner  suggested, 
therefore,  would  be  tantamount  to  an  order  requiring  it  to  make 
an  allowance,  which  is  what  the  Commission  said  should  not  be 
done. 


UNREASONABLE   LUMBER   RATES 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11104,  E.  I.  Du  Pont  De  Nemours  &  Co. 
vs.  Atlantic  Coal  Line  et  al.,  opinion  No.  6940,  62  I.  C.  C.  151-2, 
as  to  joint  rates  on  lumber  from  the  Carolinas  and  Virginia  to 
Carney's  Point,  N.  J.,  because  and  to  the  extent  that  they  ex- 
ceeded the  aggregate  of  the  intermediates.  Rates  to  Penn's 
Grove,  N.  J.,  made  by  combination,  were  held  to  be  illegal  be- 
cause there  were  joint  rates  in  effect.  The  report  also  covers 
three  sub-numbers  brought  by  the  same  complainant. 


RATES  ON  CATTLE  AND  HOGS 

The  Traffic  World  Washington  Bureau 

In  No.  11240,  Wilson  &  Co.  of  Oklahoma  against  the  Santa 
Fe,  the  Commission,  July  8,  held  unreasonable  rates  on  beef 
cattle  and  hogs  from  Kansas  City  and  on  hogs  from  Sioux  City 
to  Oklahoma  City,  before  and  after  June  25,  1918.  It  ordered 
new  rates  by  September  and  awarded  reparation.  As  to  rates 
on  cattle  and  hogs  in  double-deck  cars  from  Kansas  City,  it 
held  them  unreasonable,  prior  to  June  25,  because  in  excess  of 
25.5  cents,  and  32  cents  thereafter  for  single-line  hauls,  and 
28  cents  before  and  35  cents  after  for  joint  line  hauls;  on  hogs 
in  single-deck  cars  because  in  excess  of  30  cents  prior,  and 
37  for  single  line  and  33.5  and  40.5  cents  thereafter;  from  Sioux 
Falls  on  hogs  in  single-deck  cars,  59  cents  for  single  and  62.5 
for  joint  line  hauls  and  on  double-deck  cars  54.5  cents  for  single 
line  and  57  for  joint  line  hauls,  subject  to  Ex  Parte  No.  74,  and 
subject  to  minimum  weights  specified  by  the  Director-General. 

In  11522,  Swift  &  Co.  vs.  the  Rock  Island,  the  Commission 
condemned  as  unreasonable  rates  on  hogs  from  South  St.  Paul, 
Sioux  City,  South  Omaha  and  South  St.  Joseph  to  North  Fort 
Worth  on  and  after  June  25,  1918.  It  ordered  reparation  and 
the  establishment  of  new  rates  by  September  1  of  43.5  cents 
for  single  line  hauls  and  45  cents  for  joint  line  hauls  in  single 
decks  and  38  and  39  cents  in  double-deck  cars  on  the  minima 
prescribed  by  the  Director-General. 


COMMISSION  ORDERS 

The  National  Cement  Company  has  been  permitted  to  inter- 
vene in  No.  12592,  Lehigh  Portland  Cement  Co.  vs.  A.  G.  S.  et  al. 

The  Commerce  Club  of  St.  Joseph,  Mo.,  has  been  permitted 
to  intervene  in  No.  12743,  Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

The  complaint  in  No.  12696,  the  State  Highway  Dept.  of 
Texas  vs.  Director-General,  has  been  amended  by  making  the 
B.  &  O.  Railroad  and  other  additional  parties  defendant. 

The  Nebraska  Cement  Company  has  been  permitted  to  in- 
tervene in  Nos.  12701.  The  Atlas  Portland  Cement  Company  vs. 
C.,  B.  &  Q.  et  al.,  12702,  same  vs.  same,  and  12704,  same  vs.  same. 

The  Columbia  Steel  &  Shafting  Company  has  been  permitted 


to  intervene  in  No.  12479.  The  American  Shipbuilding  Company 
et  al.  vs.  Director-General,  B.  &  O.  et  al. 

Petition  for  rehearing  of  I.  and  S.  1263,  substitution  of  35 
per. cent  for  33%  per  cent  increase  in  class  and  commodity  rates 
between  eastern  and  southern  groups  and  the  southwest,  filed 
on  behalf  of  Morris  &  Co.  and  Wilson  &  Co.,  protestants,  has 
been  denied  by  the  Commission. 

The  order  of  the  Commission  dated  March  8  in  No.  4800, 
Sloss-ShefReld  Steel  &  Iron  Co.  et  al.  vs.  L.  &  N.  et  al.,  which 
directed  certain  defendants  to  pay  to  complainants  certain 
amounts  as  reparation,  has  been  further  amended  to  become 
effective  September  1  instead  of  July  1. 

The  complaint  in  No.  12685,  Malcolm  H.  Reed  vs.  Director- 
General,  has  been  amended  by  making  the  A.  T.  &  S.  F.  Ry., 
G.  C.  &  S.  F.  Ry.  and  G.  H.  &  S.  A.  Ry.  additional  parties  de- 
fendant 

The  Virginia  Coal  Operators'  Assn.  has  been  permitted  to 
intervene  in  No.  12698,  Southern  Ohio  Coal  Exchange  vs.  C.  &  O. 
et  al. 

The  Commission  has  reopened  for  further  hearing  No.  8418, 
Railroad  Commission  of  Louisiana  vs.  Arkansas  Harbor  Terminal 
Railway  et  al.,  and  affiliated  cases,  for  the  purpose  of  considering 
the  reasonableness,  relationship  and  propriety  of  rates  on  sand 
and  gravel  from  Hart  Spur,  Tex.,  to  Fort  Worth,  Tex. 

The  complaint  in  No.  12561  (Sub-No.  1),  Indiahoma  Refining 
Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  has  been  amended 
by  making  the  Ahnapee  &  Western  and  various  other  carriers 
additional  parties  defendant. 


N.    DAKOTA   EXPRESS    RATES 

In  No.  12892,  North  Dakota  express  rates,  the  Commission 
has  entered  an  order  providing  for  an  investigation  of  intrastate 
express  rates  in  North  Dakota  to  determine  whether  unjust  dis- 
crimination against  interstate  commerce  results  from  the  refusal 
of  the  Board  of  Railroad  Commissioners  of  North  Dakota  to 
permit  the  American  Railway  Express  Company  to  apply  to 
intrastate  express  rates  the  increase  of  26  per  cent  authorized 
by  the  Commission  for  interstate  rates.  The  express  company 
filed  a  petition  with  the  Commission  asking  that  the  alleged 
discrimination  be  removed.  The  proceeding  has  not  been  set 
for  hearing. 


REPAIRS  IN  OUTSIDE  SHOPS 

Attorney-Examiner  F.  H.  Barclay  has  reached  the  final 
stage,  for  the  present,  at  least,  in  the  hearings  in  the  matter  of 
repairs  to  equipment  in  outside  shops,  ordered  by  the  Commis- 
sion at  the  request  of  railroad  labor  organizations  in  No.  120G6, 
The  question  of  these  repairs  was  brought  up  in  January,  at 
which  time  the  charge  was  made  by  the  union  leaders  that  the 
practice  of  "farming  out"  locomotives  for  repair  to  the  Baldwin, 
American,  and  other  locomotive  works  was  costing  the  roads  far 
in  excess  of  what  it  would  cost  to  do  the  work  in  their  own 
shops.  The  charge  was  made  that  the  carriers  were  doing  this 
so  that  they  could  "lay  off"  their  own  shop  forces  and  thus 
discredit  the  labor  organizations. 

The  charges,  coming  at  a  time  when  the  roads  were  appear- 
ing before  the  Labor  Board  at  Chicago,  pleading  for  the  abroga- 
tion of  the  national  agreements  and  a  reduction  in  wages  on 
account  of  high  operating  costs,  caused  the  Commission  to  order 
the  investigation  to  determine  whether  or  not  a  saving  could 
be  affected  in  locomotive  repair  work. 

Hearings  had  already  been  held  at  Philadelphia,  New  York, 
Wilmington,  N.  C.,  and  Norfolk,  and  Mr.  Barclay,  during  his 
present  stay  in  Chicago,  is  taking  testimony  regarding  these 
practices  on  the  C.  &  N.  W.,  the  C.  M.  &  St.  P.,  and  the  C.  B. 
&  Q.  No  further  hearings  will  be  held  until  September  or  Octo- 
ber, when  they  will  be  continued  at  New  York,  Chicago,  and 
possibly  St.  Louis. 

In  general,  the  carriers  have  not  been  denying  that  repairs 
in  outside  shops  cost  more  than  if  done  in  railroad  shops.  Their 
position  is  that  with  the  unprecedented  amount  of  repair  work 
necessary  after  the  return  of  the  roads  to  private  ownership, 
and  with  the  capacity  of  their  shops  reduced  by  the  introduc- 
tion of  the  eight-hour  day  and  the  lowered  morale  of  the  workers, 
it  was  necessary  to  have  this  work  done  outside  in  order  to 
maintain  service.  Stocks  of  repair  materials  were  also  low,  they 
allege,  since  the  regional  purchasing  committees  of  the  Railroad 
Administration  had  adopted  a  policy  of  interchanging  these  ma- 
terials between  roads  wherever  possible. 


INTERSTATE   R.   R.  CO.  STOCK 

The  Interstate  Railroad  Company,  in  finance  docket  No. 
1445,  has  been  authorized  to  issue  $3,000,000  worth  of  its  capital 
stock  for  sale  to  the  Virginia  Coal  &  Iron  Company,  which  owns 
all  the  outstanding  stock  of  the  railroad  company,  except  quali- 
fying shares.  This  authority  is  in  furtherance  of  the  plans  of 
the  railroad  to  construct  the  extension  authorized  in  finance 
docket  No.  38,  down  the  valley  of  the  Guest  River,  to  a  connec- 
tion with  the  Carolina,  Clinchfleld  &  Ohio.  The  extension,  which 
includes  the  purchase  of  a  part  of  the  Norton  &  Northern,  will 
cost  approximately  $2,967,500. 
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Tentative  Reports  of  the  Commission 


RATE  ON  ROCK  SALT 

In  a  tentative  report  on  No.  12157,  Kansas  Rock  Salt  Co. 
vs.  A.  T.  &  S.  F.  et  al..  Examiner  John  A.  McQuillan  has  recom- 
mended a  finding  that  the  legally  applicable  rate  on  rock  salt 
from  Little  River,  Kans.,  to  South  St.  Paul  on  the  shipments 
ihiTciu  involved  was  unreasonable  because  and  to  the  extent 
that  it  exceeded  24.5  cents  and  that  the  legally  applicable  rate 
in  (Cast  St.  Louis  was  unreasonable  to  the  extent  that  it  exceeded 
18  cents,  and  that  reparation  should  be  awarded.  The  report 
also  covers  No.  12163,  Same,  et  al.  vs.  Director-General,  and  No. 
I1M<!4,  Same  vs.  Same.  In  the  first  mentioned  case,  rates  for 
tin1  future  were  asked.  In  the  two  last  mentioned,  reparation 
only  was  asked.  At  the  hearing  of  the  main  case  the  Morton 
Salt  Co  intervened  in  behalf  of  complainants  on  account  of  its 
interest  in  rates  from  Hutchison  and  Kanapolis,  Kans. 

The  complainant  asked  for  a  rate  of  23.3  cents  to  Chicago 
and  18  cents  to  East  St.  Louis,  with  a  minimum  of  either  80,- 
000  or  100,000  pounds,  subject  to  the  provision  that  if  a  small 

were  furnished  the  minimum  should  be  the  marked  capacity 
of  the  car. 

At  the  time  the  complaints  were  filed  the  complainants  were 
not  shipping  salt  to  either  Chicago  or  East  St.  'Louis.  They 
claimed  the  rate  adjustment  forced  them  to  close  their  mines 
because  of  the  more  favorable  adjustment  from  points  in  Louisi- 
ana, Michigan  and  New  York.  Rates  on  salt  from  the  various 
fields  have  been  the  subject  of  almost,  if  not  as  much  controversy, 
as  rates  on  sugar. 

In  the  cases  in  which  reparation  was  demanded,  Nos.  12163 
and  12164,  the  examiner  found  that  the  shipments,  made  in  the 
fall  of  1919  were  overcharged,  hence  the  necessity  for  recom- 
mending rates  for  the  future,  not  on  the  basis  of  rates  assessed, 
but  rates  which  he  said  were  the  legally  applicable  ones. 


nine  carloads  of  gasoline  and  an  equal  number  of  cars  of  wrought 
iron  pipe. 


CABBAGE  WEIGHTS  AND  CHARGES 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Lawrence  Satterfield  in  a  report  on  No.  12236,  Providence  Fruit 
&  Produce  Exchange  et  al.  vs.  Seaboard  Air  Line,  Director  Gen- 
eral, et  al.,  Satterfield  thinks  the  Commission  should  hold  that 
neither  the  defendants'  rules  providing  estimated  weights  on 
cabbage  in  crates  from  Coleman,  Fla.,  to  Providence,  R.  I.,  nor 
the  charges  collected  on  the  shipments  in  issue  made  in  Febru- 
ary. 1920,  were  unreasonable  or  otherwise  unlawful.  The  com- 
plaint was  that  the  estimated  weights  and  charges  were  unrea- 
sonable to  the  extent  that  the  charges  exceeded  those  which 
would  have  accrued  on  basis  of  the  actual  weight.  The  exam- 
iner said  that  the  contention  of  the  complaints,  in  substance,  was 
that  where  shippers  have  facilities  for  obtaining  actual  weights, 
charges  should  be  based  thereon  rather  than  upon  estimated 
weights  and  that  the  tariffs  should  so  provide.  Affidavits  were 
submitted  showing  the  average  weights  of  crates  in  three  cars 
to  have  been  112,  102  and  100  pounds,  respectively.  The  estimat- 
ed weight  is  120  pounds.  There  are  no  railroad  scales  for  weigh- 
ing carload  freight  of  this  kind  in  Florida  except  at  Jacksonville, 
and  the  defendants  said  that  to  attempt  to  weigh  the  cars  at 
that  point  would  not  only  cause  a  delay  sufficient  to  miss  the 
markets,  but  in  many  cases  would  result  in  damage  to  shippers. 


GASOLINE  AND  IRON  PIPE 

Attorney-Examiner  Charles  F.  Gerry,  in  a  report  on  No.  12333, 
Standard  Oil  Company  (California)  vs.  Atchison,  Topeka  &  Santa 
Fe,  Director  General,  et  al.,  has  recommended  a  finding  of  un- 
reasonableness as  to  rates  on  gasoline  from  Fort  Worth,  Tex., 
and  Ardmore,  Okla.,  to  Brawley,  Cal.;  from  Dallas  and  Iowa 
Park,  Tex.,  to  Calipatria,  Cal.,  and  from  Greybull,  Wyo.,  to  Kla- 
niath  Falls.  Ore.,  and  on  wrought  iron  pipe  from  McKeesport,  Pa., 
to  Taft.,  Cal.,  during  federal  control. 

According  to  Gerry's  report  the  decisive  question  in  the 
case  was  as  to  whether  rates  on  gasoline  and  wrought  iron  pipe, 
to  points  more  distant  than  Brawley,  Calipatria,  Taft  and  Kla- 
marh  Falls,  through  the  application  of  the  intermediate  clause, 
were  legally  applicable  to  the  destinations  mentioned.  The  car- 
riers admitted  that  lower  specific  through  commodity  rates  ap- 
plied to  the  farther  distant  points  than  to  the  intermediate  des- 
tination points  of  the  shipments,  but  also  contended  that  the 
rates  charged  were  the  legal  ones.  They  held  that  the  inter- 
mediate application  rule  could  not  be  applied  because,  in  the 
tariff  in  which  the  rule  was  published,  there  were  no  rates  on 
gasoline  and  wrought  iron  pipe  to  the  destinations.  Gerry  said 
that  failure  to  put  rates  into  the  tariff  providing  the  rate  basis 
does  not  operate  to  make  the  intermediate  clause  inapplicable. 
He  found  rates  on  wrought  iron  pipe  and  gasoline  to  the  point* 
i  Question  by  applying  the  rule  to  rates  found  in  other  tariffs, 
and  said  the  Commission  should  award  reparation  for  $878  on  the 


REPARATION  DENIED 

A  recommendation  of  dismissal  has  been  made  by  Exam- 
iner Howard  Hosmer  as  to  No.  12250,  William  Danzer  &  Co., 
Inc.,  vs.  Gulf  &  Ship  Island  et  al..  In  which  the  complainant 
sought  reparation  on  the  ground  of  mlsrouting  of  a  carload  of 
yellow  pine  lath  'shipped  about  August  30,  1917,  from  Lyman, 
Miss.,  to  Wilkesbarre,  Pa. 

The  facts  of  the  case  are  unusual.  The  complainant,  by 
reason  of  the  failure  of  the  lath  to  arrive  about  the  time  ex- 
pected, lost  a  sale.  When  the  shipment  arrived  at  Wilkesb&rre, 
the  complainant  declined  to  accept  delivery  on  the  ground 
that  the  shipment  had  been  misrouted  and,  in  effect,  converted 
in  transit  by  the  carriers.  The  lath  was  sold  by  the  Pennsyl- 
vania under  its  lien  for  transportation,  demurrage,  storage  and 
unloading  charges,  aggregating  $473.51.  The  Pennsylvania  ob- 
tained only  $200  from  the  sale.  The  testimony  showed  that  the 
customer  to  whom  the  lath  was  going  refused  It  when  It  had 
failed  to  arrive  at  Hagerstown,  Md.,  by  September  15,  as  ex- 
pected. At  the  time  of  the  shipment,  the  testimony  showed, 
the  lath  was  worth  about  $480.  The  freight  charges  on  the 
lawful  tariff  would  have  been  $164.68.  The  complainant  argued 
that  the  action  of  the  defendants  was  tantamount  to  conversion, 
and  asked  for  reparation  in  the  sum  of  $315.22,  the  difference 
between  the  estimated  market  value  and  the  freight  charges. 

On  brief,  the  Pennsylvania  Railroad  contended  that  the  claim 
was  barred  by  the  two-year  statute  of  limitation  and  that,  as  it 
was  barred  at  the  time  of  the  passage  of  the  transportation  act 
of  1920,  it  was  not  revived  by  section  206  (f).  In  view  of  the 
finding,  Hosmer  said,  that  contention  would  not  be  discussed, 
though  he  called  attention  to  the  fact  that  in  Mulkey  Salt  Com- 
jany  vs.  Director  General  (61  I.  C.  C.  669),  the  Commission 
awarded  reparation  for  misrouting  on  shipments  which  moved 
in  December,  1917,  but  on  which  complaint  was  not  filed  until 
July,  1920. 

Hosmer  said  the  sale  was  not  broken  by  reason  of  the  mis- 
routing,  which  was  not  denied,  but  because  the  Gulf  &  Ship 
Island  could  not  forward  the  car  prior  to  September  15,  the  N. 
0.  &  N.  E.  refusing  to  receive  it  because  of  embargoes.  He 
said  the  delay  in  starting  the  shipment  may  have  been  the  cause 
of  the  refusal  of  the  customer,  but  that  for  such  a  damage  the 
Commission  could  not  award  reparation.  He  said  that  repara- 
tion in  misrouted  cases  was  most  commonly  awarded  where  addi- 
tional transportation  charges  accrued  as  a  result  of  the  failure 
of  the  carriers  to  obey  shipper's  instructions,  or  where,  in  the 
absence  of  such  instructions,  a  more  expensive  route  was  used 
by  the  carrier  than  was  available. 


TEAMSTERS'  ACTION  NOT  BINDING 

In  a  report  on  No.  12240,  Phoenix  Refining  Company  et  al. 
vs.  A.  T.  &  S.  F.,  Examiner  J.  P.  McGrath  recommended  a  holding 
that  the  acceptance  and  signing  of  bills  of  lading  by  a  teamster 
were  not  binding  on  the  complainant;  also  that  the  originating 
carrier  was  responsible  for  the  movement  of  two  carloads  of 
second-hand  pipe  over  a  route  via  which  the  applicable  rate 
exceeded  the  lowest  available  combination.  Two  carloads  of 
second-hand  oil  well  casing  and  supplies  moving  in  November, 
1916,  from  Howard,  Kan.,  to  Anadarko,  Okla.,  were  involved.  A 
rate  of  G5.3  cents  was  collected.  The  legally  applicable  rate  over 
the  route  of  movement  was  77  cents.  A  teamster  was  employed 
by  the  complainant  to  load  the  cars.  He  accepted  and  signed 
bills  of  lading  over  the  route  of  movement,  which  had  been  pre- 
pared by  the  railroad  agent.  The  teamster,  apparently,  had  not 
the  slightest  authority  from  the  complainant,  who,  on  the  con- 
trary, had  requested  the  agent  to  notify  him  when  the  cars 
were  available  for  loading  so  that  he  could  attend  to  the  ship- 
ment. The  lowest  combination  was  43  cents,  to  which  basis  the 
examiner  recommended  reparation. 


INDIANA  COAL  RATES 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Harris  Fleming,  in  a  re- 
port on  No.  11716,  Clinton  Paving  Brick  Co.  et  al.  vs.  Chicago  & 
Eastern  Illinois,  Director  General,  et  al.,  as  to  intrastate  rates 
on  soft  coal  from  mines  in  the  Clinton  district  to  Clinton  and 
Locan,  Ind.  The  recommendation  also  covers  No.  11723,  National 
Drain  Tile  Co.  vs.  Same.  His  recommendation  is  that  the  rates 
be  held  unreasonable  because  and  to  the  extent  that  they  ex- 
ceeded 55  cents  from  mines  involved  in  No.  11716,  and  60  cents 
from  those  involved  in  the  other,  to  the  destinations  mentioned 
and  that  reparation  be  to  those  bases. 
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In  a  tentative  report  on  No.  11816,  Southern  Fire  Brick  & 
Clay  Co.  vs.  C.  &  E.  L.,  Director  General,  et  al.,  Examiner  Harris 
Fleming  recommends  a  condemnation  of  unreasonableness  as  to 
the  rates  on  soft  coal,  during  federal  control,  from  mines  in  the 
Clinton  district  and  from  Ehrmandale,  Ind.,  to  Mt.  Silica,  Ind., 
because  and  to  the  extent  that  they  exceeded  65  cents  from  the 
Clinton  district  and  70  cents  from  Ehrmandale.  He  recom- 
mended reparation  to  the  basis  of  the  rates  mentioned. 


RATES   ON   SMITHING   COAL 

Examiner  Harris  Fleming  has  recommended  the  dismissal  of 
No.  11804,  Tumi  Bros.  Pig  Iron  &  Coke  Co.  vs.  Director  General, 
et  al.,  on  a  holding  that  the  rates  on  carloads  of  smithing  coal 
from  Douglas,  W.  Va.,  to  destinations  in  Iowa,  Nebraska  and 
Wisconsin,  and  on  coke  from  Jamison,  Pa.,  to  destinations  in 
Iowa  and  Wyoming  were  riot  shown  to  have  been  unreasonable, 
from  June  25,  1918,  to  the  end  of  federal  control. 


RATE    ON    PIG    IRON 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Henry  B.  Armes  in  a  report  on  No.  11543,  Shibakawa  &  Co.,  Inc., 
vs.  Philadelphia  &  Reading  et  al.,  on  a  holding  that  the  rate 
of  60.44  cents  on  27  carloads  of  pig  iron  from  Pottstown,  Pa., 
to  San  Francisco  for  export,  shipped  in  May  and  June,  1917, 
was  not  unreasonable,  although  there  was  at  the  time  a  com- 
modity rate  of  52.6  on  manufactured  iron  and  steel  articles  from 
Philadelphia  and  Philadelphia  rate  points,  including  Pottstown, 
to  San  Francisco  for  export.  The  recommendation  is  in  line 
with  the  Commission's  decision  in  Suzuki  &  Co.  vs.  Director- 
General,  62  I.  C.  C.  144,  the  ground  of  that  decision  being  that 
it  was  not  unreasonable  to  impose  class  rates  on  the  shipments 
of  pig  iron,  which  theretofore  and  not  since,  had  not  been  made 
to  the  Pacific  ports  for  export.  War  conditions  caused  the  un- 
usual movement  of  the  raw  material,  instead  of  the  finished 
product,  to  the  Pacific  port,  for  export. 


DEMURRAGE    ON    HAY 

An  award  of  reparation  has  been  recommended  by  Examiner 
J.  P.  McGrath  in  a  report  on  No.  12257,  C.  F.  Arnold  &  Co.  et  al. 
vs.  Texas  &  Pacific  et  al.,  on  a  holding  that  the  demurrage 
charges  assessed  on  a  carload  of  hay  from  Richards,  Mo.,  to 
Homer,  La.,  held  at  Shreveport,  whence  it  was  reconsigned,  in 
August,  1919,  were  illegal  in  part.  The  car  arrived  at  Shreve- 
port August  20,  but  the  complainant  received  no  notice  thereof 
until  September  12,  although  he  made  repeated  requests  to  be 
notified.  But  after  he  received  notice  no  reconsignment  order 
was  given  until  a  week  after  notice  of  arrival. 


RULING    ON    DIVISIONS 

In  a  tentative  report  on  No.  12004,  Wichita  Northwestern 
vs.  Chicago,  Rock  Island  &  Pacific  and  Missouri  Pacific,  Ex- 
aminer Frank  E.  Mullen  has  recommended  a  holding  that  the 
divisions  out  of  joint  rates  received  by  the  complainant  since 
August  26,  1920,  were  and  are  not  unreasonable,  except  as  to 
the  divisions  on  grain  and  grain  products,  from  points  on  the 
complainant's  line,  which  were  increased  5  cents  per  100  pounds. 
As  to  them,  Mullen  said  the  Commission  should  hold  they  were 
unreasonable,  from  and  after  November  30,  1920,  because  and 
to  the  extent  that  they  were  less  than  11.5  cents. 


COTTON    TWINE    AND    SWEEPINGS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Attorney-Examiner  Charles  F.  Gerry 
in  a  report  on  No.  12347,  California  Cotton  Mills  Co.  vs.  Director- 
General,  as  agent.  He  said  the  Commission  should  hold  that 
the  charges  on  shipments  of  cotton  twine  and  cotton  factory 
sweepings  from  Uniontown,  Ala.,  to  Pacsteel,  Cal.,  between 
September  13,  1919,  and  January  21,  1920,  both  inclusive,  were 
unreasonable  to  the  extent  that  the  charges  exceeded  those  that 
would  have  accrued  at  the  legally  applicable  rates  and  actual 
weights.  The  consignor  ordered  large  cars,  but  the  initial  car- 
rier, for  its  own  convenience,  furnished  smaller  cars  in  lieu 
thereof.  The  two  for  one  rule  was  not  observed,  hence  the 
complaint. 


MOSHASSUCK  VALLEY  A  COMMON  CARRIER 
Examiner  F.  E.  Early,  in  a  report  on  No.  11983,  Moshassuck 
Valley  Railroad  Company  vs.  N.  Y.  N.  H.  &  H.  R.  R.  et  al.,  has 
recommended  a  finding  that  the  complainant  is  a  common  carrier 
entitled  to  receive  divisions  out  of  joint  interstate  rates,  or 
absorptions  of  switching  charges,  under  appropriate  tariffs,  from 
its  trunk  line  connections,  but,  he  said,  the  present  divisions 
should  be  held  not  unreasonable  or  less  than  compensatory. 
Inasmuch  as  the  finding  that  the  present  divisions  are  reason- 
able is  predicated  on  the  reduced  expenses  resulting  from  the 
application  of  the  average  demurrage  arrangement  which  Early 
recommended  for  extension  to  the  Moshassuck,  the  Commission, 
he  said,  should  hold  that  the  same  arrangement  should  be  ap- 
plied to  all  foreign  freight  cars  delivered  to  the  Moshassuck 
Valley  by  the  New  Haven  from  and  after  the  date  of  the  filing 


of  the  complaint.  In  other  words,  the  provisions  of  the  hybrid 
average  demurrage  arrangement  which  the  Commission  has  pre- 
scribed for  the  industrial  common  carriers  in  a  number  of  cases, 
should  have  retroactive  application  to  the  Moshassuck. 


LUMBER,   CALIFORNIA   TO   CANADA 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12319,  California  Sugar  &  White  Pine  Co. 
vs.  Director-General,  as  agent,  on  a  holding  that  the  charges 
on  lumber  from  points  in  California  to  destinations  in  Ontario, 
Canada,  had  not  been  shown  to  be  unjust  or  otherwise  unlawful 
because  of  the  refusal  of  the  defendants  to  refund  charges  in 
excess  of  those  legally  applicable  in  currency  of  the  United 
States.  The  shipments  consisted  of  21  carloads  of  lumber.  The 
freight  charges  were  paid  in  Canadian  money.  On  claims  for 
overcharges,  the  Director-General  offered  to  pay  the  money 
which  he  had  received.  Gerry  said  that  the  Commission  should 
hold  that  the  provisions  of  the  act  against  unjust  discrimination 
speak  only  to  the  carriers  subject  to  the  Commission's  jurisdic- 
tion in  this  country  individually  and  only  in  respect  of  those 
things  for  which  they  are  responsible. 


MIXED    OR    NITRATING   ACID 

A  finding  that  the  rates  during  federal  control  on  mixed  or 
nitrating  acid  in  tank  cars  from  Hopatcong  and  Haskell  to  Arling- 
ton, N.  J.,  were  unreasonable,  has  been  recommended  by  Exam- 
iner F.  E.  Early  in  a  report  on  No.  11998,  E.  I.  Du  Pont  De 
Nemours  &  Co.  vs.  D.  L.  &  W.,  Director-General,  et  al.  He  said 
the  finding  should  be  that  the  rates  were  unreasonable  to  the 
extent  that  they  exceeded  6.5  cents  from  Haskell  and  11.5  cents 
from  Hopatcong  and  that  reparation  be  made  to  the  basis  of 
those  rates. 


GRAIN    RATES    IN    CALIFORNIA 

Examiner  John  B.  Keeler  has  recommended  the  dismissal 
of  No.  11955,  Albers  Bros.  Milling  Company  vs.  Director-General, 
on  a  holding  that  the  complainant  had  not  shown  itself  to  have 
been  damaged  by  alleged  unduly  prejudicial  rates  on  a  carload 
shipment  of  grain  and  grain  products  between  Oakland  and 
other  points  in  California  during  federal  control.  The  com- 
plainant's maximum  disadvantage  in  rates  in  comparison  with 
those  applicable  to  and  from  South  Vallejo  was  3  cents  on  the 
inbound  and  3.5  cents  on  the  outbound  shipments.  On  most  of 
the  traffic,  Keeler  said,  the  disadvantage  was  one-half  a  cent, 
but  that  the  complainant  had  not  shown  any  damage. 


RATES    ON    SOFT   COAL 

In  a  report  on  No.  12184,  A.  W.  Hillebrand  Company  vs.  Di- 
rector-General, as  agent,  Examiner  John  H.  Howell  has  recom- 
mended a  holding  that  the  rate  on  soft  coal  from  Casselman, 
Md.,  to  St.  George,  Staten  Island,  N.  Y.,  in  the  period  of  federal 
control  was  unreasonable  because  it  exceeded  $1.65  per  gross 
ton;  that  the  rates  from  Belmont,  Ponfeigh,  and  other  points  on 
the  B.  &  O.  in  the  Meyersdale  district  in  Pennsylvania  to  Wee- 
hawken,  N.  J.,  for  Erie  delivery,  were  not  unreasonable,  but 
that  shipments  from  points  on  the  Pennsylvania  to  Weehawken 
for  Erie  delivery  were  in  excess  of  the  legally  published  rates. 
The  report  also  covers  12187,  Same  vs.  Same,  and  No.  12188, 
Same  vs.  Same. 


RATE   ON   LUBRICATING  OIL 

Dismissal  has  been  recommended  by  Examiner  J.  P.  Mc- 
Grath, in  a  report  on  No.  12161,  Standard  Asphalt  &  Refining 
Company  vs.  Missouri  Pacific,  Director-General,  et  al.,  on  a  hold- 
ing that  a  rate  of  29.5  cents  on  a  carload  of  lubricating  oil, 
shipped  intrastate,  October  22,  1919,  from  Independence  to  Eldo- 
rado, Kan.,  was  not  unreasonable  and  that  the  shipment  was 
not  misrouted.  The  shipper  routed  the  shipment,  "Mo.  Pac.- 
Santa  Fe  Dely.,"  and  inserted  the  rate  of  29.5  cents.  Over  a 
route  other  than  the  one  the  Missouri  Pacific  used,  a  rate  of 
14.5  cents  applied.  The  examiner  said  the  complainant  had  not 
shown  damage  by  reason  of  the  undue  prejudice  suggested  by 
the  fact  that  there  was  a  lower  rate  than  the  one  inserted  in 
the  billing. 


COAL  DIVISIONS  FOR  FEDERAL  VALLEY 
Examiner  Paul  O.  Carter  has  recommended  the  dismissal 
of  No.  12030,  Federal  Valley  R.  R.  Company  vs.  Toledo  &  Ohio 
Central  et  al.,  on  a  holding  that  the  divisions  accorded  the  com- 
plaining carrier  since  December  20,  1920,  out  of  the  joint  rates 
on  coal  from  mines  on  its  line  to  destinations  in  Illinois  and 
other  states  and  had  not  been  shown  to  be  unreasonable,  in- 
equitable or  otherwise  unlawful.  The  railroad  is  controlled  by 
the  Black  Diamond  Company,  which  undertook  to  operate  it  as 
an  industrial  switch  line,  but  the  authorities  of  Ohio  compelled 
the  Black  Diamond  Company  to  organize  a  common  carrier  com- 
pany and  operate  it  as  such. 


RATE  ON   FUEL  OIL 

In  a  report  on  No.  12218,  Empire  Refineries,  Inc.,  vs.  A.  T. 
&  S.  F.,  Director-General,  et  al.,  involving  five  carloads  of  fuel 
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oil   from   1'onca  Cit>,  OUIn..  In  ArknnBas  City,  thence  recon 
to   llulchinaon,  Kan.,  four  of  which   were   i-eiunied   inmi    lluieli 
inson  to  Ponca  City,   Kxaminer  .1.   I1.   McCiatii  recommended  a 
holding  that  the  rate  on  the  return  movement   from  Hutchinson 
in   I'linca   city  was  not  unreasonable  nor  unduly  prejudicial,  but 
that   the  charges  from    Arkansas   City    lo    llutchmsnn    were  un- 
reasonable, because  and  to  the  extent  that  they  exceeded  those 
thai   would  have  accrued  at  a  rate  of  14.5  cents. 


eroded,   or  may  exceed,  39   cents,  and   that   reparation   to  that 

basis  should  be  made. 


RATES  ON  BARRELS  AND  KEGS 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Warren  II.  Wagner,  in  a  report  on  No.  32205,  Pioneer  Cooperage 
Company  et  al.  vs.  It.  &  O.  et  al.,  on  a  holding  that  rates  on  new, 
empty,  slack,  and  tight  wooden  barrels  and  kegs,  carloads,  from 
St.  Louis  to  Evansville,  Ind.,  Louisville  and  Cincinnati,  were  not 
unreasonable,  unjustly  discriminatory,  or  unduly  prejudicial. 
The  complaint  was  that  they  were  unjust,  unreasonable,  unjustly 
discriminatory,  and  unduly  prejudicial  in  comparison  with  the 
rates  from  Memphis  to  the  same  destination. 


OLD  PRINTERS'  ROLLERS  AND  CORES 
Examiner  Bronson  Jewell  has  recommended  the  dismissal 
of  No.  12025,  Chicago  Roller  Company  et  al.  vs.  A.  T.  &  S.  F., 
Director-General,  et  al.,  on  a  holding  that  the  ratings  on  old 
printers'  rollers  and  printers'  roller  cores,  less  than  carloads,  in 
( >Micial  and  Western  Classification  territories,  were  and  are  not 
unreasonable,  unjustly  discriminatory  or  unduly  prejudicial. 


RATES  ON    SAND  TO   KANSAS  CITY 

A  finding  of  undue  prejudice  and  a  denial  of  reparation  have 
been  recommended  by  Examiner  Richard  T.  Eddy  in  a  report 
on  No.  12117,  Stewart  Sand  Company  vs.  A.  T.  &  S.  F.  et  al.,  as 
to  rates  on  sand  from  Grinter,  Kan.,  to  points  in  the  switching 
district  of  Kansas  City.  Eddy  said  the  Commission  should  hold 
that  the  rates  were  unduly  prejudicial  to  the  extent  that  they 
exceeded  rates  on  sand  from  Muncie,  Kan.  At  the  time  the 
complaint  was  filed  the  minimum  was  100,000  pounds  from  Grin- 
ter, while  the  minimum  from  other  points  was  the  marked  ca- 
pacity of  the  car.  Before  the  case  was  heard  the  minimum 
was  changed  to  the  marked  capacity,  so  that  Grinter,  in  that 
nspect,  was  on  a  parity  with  other  sand  pits  near  Kansas  City. 


RATES  ON   SCRAP  ALUMINUM 

A  finding  that  rates  on  scrap  aluminum,  in  straight  or  mixed 
carloads,  from  points  in  Texas,  Oklahoma  and  Arkansas  to  Chi- 
caog  and  St.  Louis,  are  and  for  the  future  will  be  unreasonable 
and  unduly  prejudicial,  has  been  recommended  by  Examiner 
John  A.  McQuillan,  in  a  report  on  No.  12260,  Lowenthal  Company 
et  al.  vs.  Chicago  &  Northwestern  et  al.,  because  and  to  the 
extent  that  they  exceeded  or  may  exceed  rates  on  straight  or 
mixed  carloads  of  scrap  copper,  brass  and  tin.  Fourth  class  is 
generally  applied  on  both  carloads  and  less  than  carloads.  No 
claim  for  reparation  was  made  by  any  of  the  complainants.  There- 
fore, the  examiner  said,  no  reparation  should  be  awarded. 


RATE   ON    WOOL 

Examiner  C.  I.  Kephart,  in  a  report  on  No.  12096,  Botany 
Worsted  Mills  et  al.  vs.  Boston  &  Albany,  Director-General,  et 
al.,  has  recommended  dismissal  on  the  ground  that  the  rate  on 
wool  in  the  grease,  from  Boston  and  East  Boston,  Mass.,  to  Pas- 
saic,  Dundee,  Clifton  and  Garfield,  N.  J.,  between  January  1, 
1919,  and  October  24,  1920,  was  not  unreasonable  or  unjustly 
discriminatory,  and  that  the  complainants  were  not  shown  to 
have  been  damaged  by  the  undue  prejudice  alleged.  The  rate 
under  attack  was  three  cents  higher  than  the  rate  on  wool  in 
the  grease  to  Philadelphia.  On  October  24,  1920,  the  commodity 
rates  to  Philadelphia  were  canceled,  so  the  third  class  rates, 
which  had  been  charged  to  the  New  Jersey  points,  became  ap- 
plicable to  Philadelphia. 

RATE  ON   ROASTED  ZINC  ORE 

Attorney-Examiner  William  B.  Hunter  has  recommended  the 
dismissal  of  No.  11654,  Grasselli  Chemical  Company  vs.  B.  &  O., 
Director-General,  et  al.,  on  the  ground  that  the  rate  on  roasted 
zinc  ore,  from  Canton,  O.,  to  Terre  Haute,  Ind.,  between  July 
15  and  August  20,  1918,  was  not  unreasonable.  A  sixth  class 
rate  of  $4.48  was  applied.  Subsequently,  at  the  solicitation  of 
the  complainant,  a  commodity  rate  of  $2.40  was  published.  War 
conditions  made  it  necessary  to  ship  33  carloads  before  a  com- 
modity rate  could  be  put  in. 

RATES  ON  YELLOW  PINE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
an  1  reasonable  maximu  mrates  are  recommended  by  Examiner 
Henry  C.  Keene  in  a  report  on  No.  12103,  Parkersburg  Rig  & 
Reel  Co.  vs.  Texas  &  Pacific  et  al.,  as  to  rates  on  yellow  pinne 
from  Ranger,  Tex.,  to  Duncan,  Tulsa,  and  Walters,  Okla.  He 
said  the  Commission  should  hold  that  the  rates  were,  are,  and 
for  the  future  will  be,  unreasonable  to  the  extent  that  they  ex- 


LAKE  CARGO  COAL  RATES 

The  Tragic  World  Washington  Bureau 

An  unexplained  delay  in  the  matter  of  short  time  permis- 
sion  to  the  railroads  to  change  their  tariffs  respecting  lake  cargo 
coal  came  to  the  attention  of  those  interested  In  the  matter  in 
the  days  immediately  following  the  disclosure  of  the  fact  that 
some  of  the  carriers  had  asked  for  short  time  permission  to 
change  the  reduced  rate  on  coal  of  that  kind,  so  as  to  have  the 
reduced  rates  apply  only  as  proportionals  on  the  coal  sent  beyond 
the  upper  lake  ports.  Applications  for  short  time  permission 
were  filed  by  all  the  principal  carriers  of  that  kind  of  coal,  ex- 
cept the  Bessemer  &  Lake  Erie  and  the  Wheeling  &  Lake  Erie. 
No  action  had  been  taken  on  any  of  the  applications  at  the  time 
this  was  written  (July  6).  The  ordinary  inference  was  that 
action  on  the  earlier  applications  was  being  held  up  because 
the  two  carriers  mentioned  had  not  asked  permission  to  trans- 
form the  unlimited  rates  into  proportionals. 

Opposition  to  the  change  came  from  some  of  the  upper  lake 
dock  operators  because  the  change  from  unlimited  to  propor- 
tional rates  would  have  the  effect  of  forcing  them  to  increase 
the  price  of  coal  to  consumers  at  the  ports.  In  other  words, 
converting  the  reduced  rates  from  unlimited  ones  to  proportionals 
would  make  it  impossible  for  them  to  shade  prices  at  the  ports 
and  would  confine  their  shading  operations  to  destinations  be- 
yond the  ports  where,  presumably,  they  encounter  the  competi- 
tion of  coal  from  Illinois  in  a  keener  way  than  at  the  ports. 

In  that  opposition  they  have  the  support  of  east-bank  con- 
sumers of  coal,  who  have  always  contended  that  the  carriers 
that  take  the  coal  to  the  lower  lake  ports  have  no  interest  in 
the  commodity  after  it  has  reached  the  lower  lake  ports.  The 
east-bank  consumers  were  interested  in  getting  coal  at  lower 
rates,  not  merely  in  seeing  to  it  that  their  west-bank  competi- 
tors did  not  obtain  it  at  rates  lower  than  they  paid,  although 
their  first  interest  was  to  see  that  their  west-bank  competitors 
did  not  obtain  their  fuel  at  lower  rates  than  available  to  them- 
selves. 

East-bank  consumers  are  preparing  complaints  (and  some 
have  been  sent  to  the  Commission,  but  were  not  available  to 
the  public  at  the  time  this  was  written)  complaining  that  the 
rates  were  and  are  unreasonable  and  violative,  in  addition,  of 
the  second  and  fourth  sections  of  the  act.  Among  the  users  of 
coal  said  to  have  prepared  complaints  are  the  Michigan  Alkali 
Company,  the  Huron  Portland  Cement  Company,  the  Inland  Steel 
Company,  and  the  Diamond  Crystal  Salt  Company. 

Demands  for  reparation  are  to  be  featured  in  these  com- 
plaints, according  to  reports  in  circulation  about  them  before 
they  were  put  on  the  files  of  the  Commission.  Such  demands 
are  to  be  pressed  notwithstanding  the  impression,  created  by  a 
long  line  of  decisions  of  the  Commission,  that  they  will  be 
futile,  unless  there  can  be  such  proof  of  damage  as  will  make 
rejection  impossible.  Proof  that  the  complainants  paid  more 
for  their  coal  and  that  the  higher  price  was  due  to  the  higher 
freight  rates,  judging  from  prior  reports  of  the  Commission, 
will  not  be  sufficient  to  prove  damage,  although  that  is  all  that 
is  needed  when  a  rate  has  been  shown  to  have  been  unreason- 
able. Commissioner  Hall  has  persuaded  his  colleagues  that 
violation  of  law  does  not  carry  a  presumption  of  damage  is  the 
sound  principle  on  which  to  dispose  of  claims  for  reparation  on 
account  of  undue  prejudice. 


LOAN    FOR    M.,   K.  &  T.   OF  TEXAS 

The  Commission  has  approved  a  loan  of  $450,000  to  C.  E. 
Schaff,  receiver  of  the  M.,  K.  &  T.  of  Texas,  to  aid  him  in  pro- 
viding himself  with  new  equipment  consisting  of  300  fifty-ton 
r.|*eel  tank  cars  of  10,000  gallons  caoacity  at  a  total  cost  of  $902,- 
169.  The  receiver  will  finance  $452,169  of  ttie  purchase. 


SAN   DIEGO  &  ARIZONA  NOTES 

The  San  Diego  &  Arizona  Railway  Company  has  been  au- 
thorized by  the  Commission  to  issue  within  60  days  of  date  of 
order  (June  29)  two  promissory  notes  of  $688,817.67  each  and 
6  per  cent  interest  thereon  from  March  1,  1921,  to  date  of  issue, 
one  being  payable  to  the  Southern  Pa'cific  Company  and  the 
other  to  the  J.  D.  and  A.  B.  Spreckels  Securities  Company,  one 
day  after  date,  with  6  per  cent  interest.  The  notes  cover  In- 
debtedness for  advances  made  to  the  San  Diego  &  Arizona  by 
the  two  companies,  which  own  the  capital  stock  of  the  applicant 
company  in  equal  parts.  The  proprietary  companies  between 
June  30,  1920,  and  February  25,  1921,  advanced  $1,377,635.33  in 
cash  to  the  San  Diego  for  investment  in  road  and  equipment, 
operating  expenses,  materials  and  supplies,  interest  on  funded 
debt,  rent  for  equipment  and  taxes,  and  the  notes  cover  the 
advances. 
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WESTERN  HAY  AND  GRAIN  RATES 

The  Traffic  World  Washington  Bureau 

Attacking  the  rates  on  grain,  grain  products  and  hay  be- 
tween points  in  the  western  groups,  as  increased  under  Ex  Parte 
74,  as  unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial,  the  Public  Utilities  Commission  of  Kansas,  on  be- 
half of  the  Kansas  grain  and  hay  shippers,  petitioned  the  Com- 
mission, July  7,  to  institute  proceedings  on  its  own  motion  and 
inquire  into  the  "reasonableness  and  nondiscriminatory  charac- 
ter of  the  present  interstate  freight  rates  applicable  on  grain, 
grain  products  and  hay  between  points  in  the  western  group." 
The  peitioner  asked  that  the  carriers  operating  in  the  western 
group  be  cited  as  respondents. 

The  petition  was  presented  to  Chairman  Clark  July  7,  by 
Clyde  M.  Reed,  chairman  of  the  Kansas  commission,  who  was 
accompanied  by  Senators  Capper  and  Curtis  and  the  representa- 
tives in  Congress  from  Kansas.  Mr.  Reed  said  South  Dakota 
would  intervene  in  the  proceedings  and  that  probably  the  other 
western  grain  and  hay  producing  states  would  intervene.  In 
the  event  the  Commission  declines  to  grant  the  prayer  of  the 
petitioner,  the  Kansas  commission,  Mr.  Reed  said,  will  file  a 
formal  complaint  against  the  carriers  in  the  western  group. 

"The  purpose  of  this  application,"  the  Kansas  commission 
said  in  its  petition,  "is  to  call  to  the  attention  of  the  Commis- 
sion the  exigencies  of  the  grain  and  hay  industries  and  to  sug- 
gest to  your  honorable  body  the  advisability,  desirability  and 
necessity  of  giving  prompt  consideration  to  the  matter  of  a 
reduction  in  interstate  freight  rates  on  grain,  grain  products 
and  hay  in  the  western  group,  with  a  view  to  affording  relief 
commensurate  with  the  needs  of  these  industries." 

Citing  the  35  per  cent  increase  in  the  western  group  under 
Ex  Parte  74,  the  Kansas  commission  set  forth  that  "these  rates 
vitiate  all  attempts  at  a  readjustment  towards  economic  normalcy 
and  are,  under  present  conditions,  unjust,  unreasonable,  unjustly 
discriminatory  and  unduly  prejudicial  in  violation  of  sections 
1  and  3  of  the  interstate  commerce  act. 

"Owing  to  the  great  reduction  in  the  market  price  of  grain, 
grain  products  and  hay,  which  reduction  has  not  been  accom- 
panied by  corresponding  relative  reduction  in  freight  rates,  the 
grain  and  hay  producers  of  the  state  of  Kansas  are  financially 
in  a  precarious  condition  and  it  is  of  supreme  importance  that 
your  honorable  body  take  such  immediate  action  as  will  insure 
them  relief  from  these  burdensome  freight  rates.  The  appli- 
cant directs  your  attention  to  the  rates  on  grain,  grain  products 
and  hay  in  the  western  group  because  of  the  great  volume  of 
grain  and  hay  production  therein  located  and  particularly  be- 
cause of  the  fact  that  grain  and  hay  production  are  basic  in- 
ductries  of  Kansas  and  their  status  is  the  barometer  by  which 
the  general  condition  of  the  citizens  of  this  state  is  determined. 

"Your  applicant  would  further  show  that  the  emergency 
that  actuated  your  decision  in  Ex  Parte  74  has  passed  and  that 
with  the  relief  granted  to  the  carriers  by  the  wage  labor  hoard 
and  through  economies  voluntarily  initiated  by  the  carriers 
themselves  they  will  under  honest,  efficient  and  economical  man- 
agement earn  a  fair  return  upon  the  value  of  the  property  used 
and  useful  in  transportation  in  the  western  group." 

The  petitioner  further  says  that  since  the  decision  in  Ex 
Parte  74,  grain,  grain  products  and  hay  have  relatively  declined 
more  in  market  value  and  at  present  more  nearly  approach  the 
pre-war  basis  than  other  staple  commodities,  which  situation 
indicates  that  the  horizontal  increase,  authorized  on  all  traffic 
in  Ex  Parte  74,  now  creates  a  mal-adjustment  of  rates  which 
should  command  the  Commission's  immediate  attention. 

"The  existing  economic  condition  is  such  as  to  warrant 
giving  grain,  grain  products  and  hay  freight  rates  first  con- 
sideration in  the  inevitable  revision  of  transportation  rates," 
the  Kansas  commission  said. 

"Your  applicant  further  represents  that  present  interstate 
freight  rates  on  grain,  grain  products  and  hay  are  prohibitory 
and  that  after  paying  producing  costs  and  freight  rates,  very 
little  if  any  return  accrues  to  the  grain  and  hay  producers.  This 
condition,  if  prolonged,  would  lead  to  bankruptcy  and  ruin  of 
the  grain  and  hay  producers  of  the  west.  With  prices  allowing 
very  little  if  any  return  above  production  costs  and  transpor- 
tation costs  approximately  70  per  cent  above  pre-war  basis,  the, 
situation  is  alarming  and  demands  early  and  most  profound 
consideration. 

"Your  applicant  would  further  show  that  the  conditions  here- 
inbefore cited  have  reduced  the  grain  and  hay  producing  busi- 
ness to  a  precarious  state  and  that  unless  immediate  relief  is 
granted  insolvency  is  threatened.  The  extent  of  the  destructive 
force  of  such  a  situation  cannot  be  lightly  considered.  When 
the  farmer  cannot  pay  the  merchant  and  the  merchant  cannot 
pay  the  wholesaler  and  the  wholesaler  cannot  buy  what  he 
cannot  sell,  the  business  structure  of  the  west  is  destroyed. 
Banks  at  the  present  time  are  finding  it  difficult  to  collect  loans 
on  farms  and  farm  products  and  grain  and  hay  shippers  are 
being  forced  on  the  market  with  their  products  at  a  sacrificial 
price  to  obtain  funds  to  liquidate  their  debts." 

The  state  commission  asked  for  a  speedy  hearing  and  for 
an  opportunity  to  prove  the  allegations  of  the  application. 

After  the  application   of   the   Kansas   commission  was   sub- 


mitted, Chairman  Clark  said  it  would  be  taken  up  in  conference 
with  the  other  members  of  the  Commission.  He  asked  that  Mr. 
Benton,  general  solicitor  for  the  state  commissions,  ascertain 
whether  it  would  be  agreeable,  if  an  investigation  should  be 
ordered,  for  the  representatives  of  the  grain  producing  states 
to  appear  before  the  Commission  in  Washington  and  thus  elimi-  ' 
nate  the  necessity  for  holding  hearings  in  the  various  states. 
Mr.  Benton,  after  the  meeting,  wired  the  state  commissions  in 
the  western  group  to  get  their  views.  The  plan  of  holding  one 
hearing  before  the  Commission  would  expedite  the  case,  it  was 
pointed  out,  and  a  speedy  determination  of  the  issues  involved 
was  requested  by  Chairman  Reed  and  the  Kansas  delegation. 

The  attitude  of  Chairman  Clark  at  the  conference  was  re- 
garded by  Chairman  Reed  as  favorable  to  the  granting  of  the 
application.  Chairman  Clark  pointed  out  'that  any  readjustment 
of  grain  rates  in  the  western  group  would  necessarily  affect  the 
rates  to  the  Atlantic  seaboard  and  the  Gulf  coast,  and  indicated 
that  if  a  readjustment  of  the  rates  in  the  western  group  were 
undertaken,  similar  action  would  have  to  be  taken  with  respect 
to  the  rates  in  other  groups. 

Chairman  Clark  said  the  Commission  realized  the  serious 
situation  in  the  agricultural  states  and  that  it  would  approach 
the  matter  sympathetically. 

If  the  petition  is  granted,  it  is  probable  that  a  hearing  will 
be  arranged  before  the  Commission  within  the  next  thirty  days. 

Chairman  Reed  predicted  a  shortage  of  box  cars  in  Kansas 
within  the  next  ten  days.  He  estimated  the  wheat  crop  in  that 
state  at  from  125,000,000  to  135,000,000  bushels  and  said  although 
the  carriers  had  promised  to  have  21,000  cars  in  Kansas  by 
July  30  for  the  movement  of  the  wheat  crop  they  had  not,  in 
fact,  more  than  one-third  of  that  number  there  now.  He  said  he 
could  not  understand  why  roads  such  as  the  Santa  Fe,  Union 
Pacific  and  C.  B.  &  Q.  had  not  put  their  box  cars  in  condition 
to  handle  the  grain  crop.  He  said  the  tendency  this  year  would 
be  to  move  more  of  the  grain  crop  immediately  after  the  harvest 
than  in  previous  years,  as  the  farmers  need  money  and  wish 
to  market  their  wheat  at  once. 

Efforts  were  made  by  Kansas  officials,  Mr.  Reed  said,  to 
get  the  carriers  to  agree  to  making  voluntary  reductions  in 
grain  rates,  but  the  representatives  of  the  railroads  said  under 
existing  conditions  they  could  not  reduce  the  rates.  A  con- 
ference was  held  early  in  June  between  Governor  Allen  and  Mr. 
Reed,  and  representatives  of  the  carriers,  but  nothing  came  of 
it.  It  was  then  decided  to  petition  the  Commission  to  institute 
an  investigation. 

The  Kansas  congressional  delegation  submitted  the  follow- 
ing statement  to  the  Commission: 

The  Public  Utilities  Commission  of  the  State  of  Kansas  is  filing 
with  you  a  petition  asking  for  early  investigation  with  a  view  to 
substantial  reduction  in  the  interstate  rates  on  grain,  grain  products 
and  hay,  for  the  western  group,  the  petition  being  filed  in  behalf  of 
all  the  grain  and  hay  shippers  of  Kansas. 

As  members  of  the  Kansas  Congressional  delegation  and  familiar 
with  the  very  serious  conditions  in  the  Central  West,  we  make  a 
most  earnest  appeal  for  an  early  hearing  on  this  petition.  The  crit- 
ical situation  in  which  the  grain,  hay  and  live  stock  shipper  find* 
himself  certainly  needs  no  statement  or  emphasis.  It  is  a  matter  of 
great  and  grave  national  concern.  In  this  period  of  deflation  the 
agricultural  producer  has  been  hit  very  much  harder  than  anyone 
else.  His  products  are  back  to  a  pre-war  level,  which  can  be  said 
of  no  other  group  of  commodities.  Adding  tremendously  to  the  de- 
plorable condition  in  the  agricultural  section  is  the  ruinous  bimlni 
of  the  freight  charge,  which  in  many  cases  is  actually  prohibitive. 

The  Kansas  wheat  crop  has  just  been  harvested  and  the  bulk  of 
the  movement  must  take  place  within  the  next  ninety  days.  Early 
relief  in  the  matter  of  freight  rates  is  imperative.  For  that  reason 
we  urge  a  hearinir  before  the  Commission,  or  a  division  thereof,  .-it 
tho  very  earliest  possible  date.  Any  relief  that  comes  at  a  dela\<-d 
date  will  be  largely  robbed  of  its  value  to  the  shippers  of  the  western 
group. 

Every  consideration  of  economic  necessity  and  fairness  argues 
for  immediate  consideration  of  the  petition. 


WASHINGTON  STATE  RATES  ON  GRAIN 

The  Traffic  World  Washington  Bureau 

The  Washington  state  commission  has  created  something 
of  a  complication  in  the  grain  situation  in  the  north  Pacific 
coast  country,  by  suspending  for  90  days,  from  July  1,  increased 
rates  on  grain  from  points  in  Washington  to  the  Puget  sound 
ports,  filed  by  the  carriers  in  compliance  with  the  Commission's 
advisory  report  on  No.  10448,  Inland  Empire  Shippers  League' 
vs.  Director  General  et  al.  In  that  report  the  Commission  said 
the  carriers  should  remove  the  undue  prejudice  against  Port- 
land, Ore.,  on  shipments  from  the  inland  empire  south  of  the 
Snake  River,  by  reducing  the  rates  to  Portland  by  five  per  cent, 
and  increasing  those  to  Puget  sound  ports  by  an  equal  percent- 
age. 

Suspension  of  the  tariffs  naming  increased  rates  has  the  ef- 
fect of  leaving  the  rates  to  the  Puget  Sound  ports  via  interstate 
routes  higher  than  via  the  routes  lying  wholly  within  the  state 
of  Washington.  Such  a  difference  in  rates  in  large  measure  will 
defeat  the  object  of  the  federal  commission.  The  Washington 
commission  was  at  liberty  to  suspend  the  tariffs  applicable  on 
traffic  within  the  state  because  there  was  no  order  by  the  fed- 
eral commission  requiring  the  carriers  to  put  into  effect  increased 
rates  to  the  Puget  sound  ports  via  the  intrastate  routes. 
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SUGAR  RATE  ADJUSTMENT 

Tht  Traffic  World  Washington  Bureau 

The  Commission  July  1  announced  the  re-opening  of  fourth 
section  application  No.  8835,  and  of  fourth  section  order  No. 
4136,  the  latter  dated  July  21.  1914,  for  such  further  hearing 
as  It  hereafter  may  direct.  In  that  fourth  section  order  the 
transcontinental  carriers  were  authorized  to  establish  a  rate 
of  48  cents  on  sugar  from  San  Francisco  to  Chicago  and  to 
maintain  a  rate  of  55  cents  at  Missouri  River  cities,  particularly 
Omaha. 

In  that  prosaic  way  the  Commission,  it  Is  believed,  decided 
to  go  into  the  whole  sugar  rate  adjustment  question,  which  was 
so  heatedly  discussed  before  the  Commission's  suspension  board 
June  14.  At  that  time  the  question  was  whether  the  Commis- 
siuii  should  suspend  the  Countiss  tariff  proposing  to  establish 
a  rate  from  San  Francisco  to  Chicago  25  cents  higher  than  the 
rate  of  60  cents  from  New  Orleans,  graded  down  so  that  at  Mis- 
souri River  the  rate  from  the  Pacific  Coast  is  two  cents  less 
tnan  the  rate  to  Chicago. 

While  the  Commission,  in  Its  announcement,  did  not  say 
that  it  had  re-opened  the  case  on  the  suggestion  of  the  Atlantic 
Coast  refiners,  it  is  morally  certain  that  it  acted  on  their  appli- 
cation because,  at  the  hearing  before  the  suspension  board,  Wil- 
bur LaRoe,  J.  F.  Abbott  and  other  representatives  of  Atlantic 
Coast  refiners,  submitted  formal  requests  for  a  re-opening  of 
the  fourth  section  order  and  application  issued  in  July,  1914,  to 
enable  the  Pacific  Coast  refiners  to  get  into  the  Chicago  market. 

On  that  fact  is  based  the  conviction  that  the  action  of  the 
Commission  is  equivalent  to  a  general  inquisition  into  the  whole 
sugar  rate  adjustment  which  has  been  made  more  critical,  ac- 
cording to  the  declarations  of  the  Atlantic  and  gulf  refiners  by 
the  recent  emergency  tariff  legislation,  which  they  contend  gives 
the  Pacific  Coast  refiners  an  advantage  of  $1.76  per  hundred 
pounds  in  the  cost  of  their  raw  sugar,  which  they  obtain,  duty 
free,  from  the  Hawaiian  Islands.  The  eastern  refiners  argue  that 
the  benefit  of  the  free  trade  between  the  Hawaiian  Islands  goes 
wholly  to  the  refiners  and  none  to  the  growers  in  the  islands. 

Eastern  refiners  are  going  to  attack  the  adjustment  from  the 
Pacific  Coast  to  Chicago  on  the  broad  ground  that  the  low  rate 
from  San  Francisco  to  Chicago  is  based  on  a  false  pretense, 
namely,  that  the  Pacific  Coast  refiners  need  a  low  rate  to  enable 
them  to  market  their  surplus,  in  part,  as  far  east  as  Chicago. 
They  have  announced  their  intention  of  showing  that  the  Pacific 
Coast  refiners  already  dominate  the  Chicago  market  and  that  the 
lowering  of  the  rate  on  June  27,  when  the  Countiss  tariff  went 
into  effect,  will  enable  them  to  command  the  Chicago  market 
without  competition  from  the  eastern  refiners. 

As  to  the  fourth  sectioa  relief  granted  in  1914  the  eastern 
refiners  will  argue  that  it  should  not  have  been  granted  and 
should  not  be  continued  because  it  is  based  wholly  on  commer- 
cial competition  and  not  on  anything  in  the  fourth  section  au- 
thorizing the  Commission  to  grant  relief.  They  will  contend 
that  sugar  and  wool  are  the  only  two  commodities  in  the  whole 
transportation  classification  that  have  been  given  fourth  sec- 
tion relief  because  of  commercial  competition. 

Sugar  rates  have  been  the  subject  of  conferences  between 
shippers  and  carriers  for  the  last  six  months  or  more.  A  con- 
ference at  which  the  position  of  the  conflicting  groups  was  de- 
fined took  place  at  Chicago  on  April  14.  At  that  meeting  the 
eastern  refiners  asked  the  railroads  to  restore  the  old-time  parity 
of  rates  on  sugar  from  New  York  and  New  Orleans  to  Chicago. 
In  1914,  when  the  transcontinental  carriers  were  allowed  to  come 
into  Chicago  on  a  48-cent  rate,  the  rates  from  New  York  and 
New  Orleans  were  the  same.  At  present  the  rate  from  New  York 
to  Chicago  is  63  cents  and  from  New  Orleans  to  Chicago  is  60 
cents.  This  breaking  of  the  parity  is  one  of  the  results  of  the 
general  percentage  increases  that  have  been  made  in  rates  since 
1914. 

At  the  Chicago  conference  the  Gulf  refiners  insisted  that 
there  should  be  no  change  in  the  relationship  as  between  New 
Orleans  on  the  one  hand,  and  New  York  on  the  other. 

The  Pacific  Coast  refiners  argued  for  a  restoration  of  the 
adjustment  authorized  in  the  re-opened  fourth  section  order, 
namely,  San  Francisco  to  Chicago,  25  cents  higher  than  from 
New  Orleans  to  Chicago.  The  conference  split  up  without  agree- 
ment. The  transcontinental  lines  broke  the  deadlock  by  filing 
the  Countiss  tariff,  which  established  the  25-cents-over  New 
Orleans  basis.  They  tried  to  obtain  short  notice  permission  in 
behalf  of  that  proposal  but  the  Commission  did  not  grant  it. 
To  that  extent  it  followed  the  wishes  of  the  Atlantic  and  Gulf 
refiners.  It  did  not,  however,  meet  their  wishes  by  suspending 
the  Countiss  tariff.  It  has,  however,  again  met  the  wishes  of 
the  eastern  refiners  by  re-opening  the  fourth  section  question, 
which,  however,  was  not  involved  in  the  Countiss  tariff  because 
no  application  for  permission  to  maintain  higher  rates  at  inter- 
mediate points  was  involved  in  that  tariff.  But  the  basis  allowed 
In  the  fourth  section  order  that  has  been  re-opened  was  used 
In  making  the  reduced  rate  to  Chicago,  hence  the  application 
of  the  eastern  refiners  for  an  examination  into  the  fourth  sec- 
tion phase  of  the  subject  with  a  view  to  having  the  Commis- 
sion fully  advised  as  to  what  they  think  of  its  allowing  fourth 


section  relief  on  account  of  commercial  competition,  and,  an  they 
maintain,  nothing  else. 


TRANSCONTINENTAL  RATES 

Complete  agreement  between  the  lines  In  Official  Classifica- 
tion territory  and  the  transcontinental  carriers  regarding  the 
concurrence  of  the  eastern  lines  in  the  various  rate  reductions 
made  by  the  western  lines  within  the  last  year  was  reached  at 
the  conference  held  in  Chicago,  June  28-July  1.  With  the  ex- 
ception of  a  few  rates  on  which  the  details  of  publication  still 
remain  to  be  worked  out,  the  eastern  carriers  checked  In  every 
one  of  the  numerous  reductions  in  force  west  of  Chicago.  These 
included  the  schedule  C  commodities  contained  In  the  announce- 
ment of  the  transcoptinental  carriers  of  May  25,  the  rates  eaat- 
bound  from  and  to  intermediate  territory  on  beans,  dried  fruit, 
and  other  Pacific  coast  commodities,  and  other  reductions,  notice 
of  which  have  been  published  in  The  Traffic  World  from  time 
to  time. 

It  was  announced  that  joint  fourth  section  application  would 
be  made  to  the  Commission  Immediately  covering  the  west- 
bound rates.  Those  eastbound,  being  from  and  to  Intermediate 
territories,  do  not  require  permission  to  disregard  the  provisions 
of  that  section.  It  was  stated  at  the  Transcontinental  Freight 
Bureau,  after  the  close  of  the  conference,  that  the  rates  would 
be  made  effective  as  soon  as  possible,  and  that  those  on  which 
no  fourth  section  permission  was  required  would  be  put  Into 
effect  as  soon  as  publication  could  be  arranged. 

R.  H.  Countiss,  chairman  of  the  Transcontinental  Freight 
Bureau,  presided  at  the  conference,  assisted  by  Paul  P.  Hastings 
of  the  standing  rate  committee.  Eastern  trunk  lines  were  repre- 
sented by  L.  J.  Kentfleld,  chairman  of  their  Auxiliary  Rate  Com- 
mittee, and  E.  P.  Bates,  assistant  freight  traffic  manager  of  the 
Pennsylvania  Railroad.  R.  R.  Van  Ummerson,  freight  traffic 
manager  of  the  Boston  &  Albany,  represented  the  New  England 
carriers,  and  James  S.  Williams,  chairman  of  the  Auxiliary  Rate 
Committee  for  the  C.  F.  A.  carriers,  represented  those  lines. 
James  Webster,  assistant  traffic  manager  for  the  New  York  Cen- 
tral, headed  a  special  committee  of  representatives  of  Central 
Freight  Association  carriers  at  the  conference. 


TRANSPORTATION  OF  STRAWBERRIES 

The  Traffic  World  Washington  Bureau 

By  an  order  in  No.  12893,  transportation  of  strawberries  by 
express  in  carload  lots  in  passenger  trains  from  Florida  to  north- 
ern markets,  the  Commission,  on  its  own  motion,  has  begun  an 
investigation  "into  and  concerning  the  question  of  the  trans- 
portation of  strawberries  by  express  in  carload  lots  in  passenger 
trains  from  Florida  to  northern  markets,  and  of  requiring  the 
express  companies  or  the  railroads  to  provide  themselves  with 
and  furnish  refrigerator  cars  for  use  in  that  transportation." 

The  American  Railway  Express  Company,  the  Southeastern 
Express  Company  and  the  railroads  participating  in  the  trans- 
portation of  strawberries  from  Florida  to  the  northern  markets 
were  made  respondents.  The  proceeding  will  be  assigned  for 
hearing  later. 

Senator  Fletcher  of  Florida  submitted  in  the  Senate  May  20 
a  memorial  from  the  Florida  legislature  to  the  Commission  ask- 
ing that  the  American  Railway  Express  Company  be  required 
to  furnish  express  refrigerator  cars  for  the  transportation  of 
strawberries.  (See  Traffic  World,  May  28,  p.  1153.) 

FLORIDA  FRUIT  AND  VEGETABLE  RATES 

The  Traffic  World  Washington  Bureau 

Senator  Fletcher  of  Florida,  renewed  his  attack  on  freight 
charges  on  fruits  and  vegtables  from  Florida  to  northern  mar- 
kets, in  a  speech  in  the  Senate,  July  5,  quoting  from  a  letter 
received  from  Robert  Morrow  of  Chase  &  Co.,  Jacksonville  Fla 
as  follows: 

The  present  high  freight  rates  compared  with  the  present  market 
values  show  conclusively  that  fruits  and  vegtables  are  laboring  under 
a  transportation  charge  that  is  greater  than  the  industry  can  bear 
and  unless  some  relief  Is  furnished  to  the  growers  they  will  quit 
producing  and  abandon  their  farms,  and  should  this  happen  the  trans- 
portation people  will  have  a  hard  time  inducing  them  to  start  oper- 
ations again. 

The  railroad  executives  who  are  distributing  so  much  propaganda 
stating  that  the  high  freight  rates  have  not  curtailed  the  shipment 
of  fruits  and  vegetables,  seem  to  overlook  the  fact  that  the  crop  which 
has  just  been  shipped  was  produced  before  the  high  freight  rates 
went  into  effect,  and.  as  nature  is  a  producer  that  does  not  stop 
whenever  conditions  are  not  satisfactory,  the  crop  was  shipped  when 
ready.  However,  the  effect  of  the  high  freight  rates  will  be  felt 
to  a  greater  extent  next  year,  when  the  growers  curtail  their  oper- 
ations on  account  of  not  having  realized  any  profit  from  the  past 
season  s  shipments. 

We  see  no  reason  for  the  present  high  freight  rates,  as  the  price 
of  everything  has  been  reduced,  and  the  railroads  can  now  purchase 
material  at  a  much  lower  cost.  They  have  also  secured  a  reduction 
in  wages,  and  they  certainly  must  be  able  to  operate  at  a  much 
lower  cost  than  during  the  last  couple  of  years.  We  consider  that 
these  blanket  increases  in  freight  rates  were  war  measures  in  order 
to  assist  the  carriers.  However,  everything  else  is  returning  to  nor- 
malcy, and  we  consider  that  the  transportation  lines  should  reduce 
their  freight  rates  too. 

The  Interstate  Commerce  Commission  has  always  considered  the 
market  value  of  any  commodity  as  a  basis  for  the  reasonableness 
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of  the  freight  rate,  and  when  you  consider  the  present  relationship 
between  the  present  market  values  and  the  present  freight  rates, 
you  can  readily  see  that  the  freight  rates  are  now  unreasonable. 

We  hope  you  will  be  successful  in  securing  some  relief  for  the 
Florida  fruit  and  vegetable  growers  and  shippers  from  these  high 
transportation  charges,  either  through  legislation  or  otherwise,  and 
secure  at  least  the  cancellation  of  the  last  increase  of  33V£  per  cent 
granted  in  Ex  Parte  74,  before  the  beginning  of  the  next  shipping 
season. 


FRUIT  AND  VEGETABLE  SHIPMENTS 

In  the  weekly  review  of  the  fruit  and  vegetable  market,  cov- 
ering the  week  ended  June  27,  published  July  2,  Secretary  Wal- 
lace's Market  Reporter  showed  that  shipments  this  year  have 
amounted  to  371,533  cars,  as  against  309,637  for  the  correspond- 
ing part  of  last  season.  In  that  review,  the  Market  Reporter 
said: 

Prices  for  eastern  new  potatoes,  tomatoes,  cantaloupes,  peaches 
and  watermelons  were  moderately  lower  in  the  leading  produce  mar- 
kets during  the  week  ending  June  27.  Rapidly  increasing  shipments 
in  most  of  these  lines  brought  the  total  movement  of  10  fruits  and 
vegetables  up  to  13,245  cars,  which  compares  with  10,749  cars  the  week 
previous  and  is  about  3,000  cars  in  excess  of  the  weekly  rate  a  year 
ago. 

Movement  of  new  potatoes  was  moderately  heavier  than  the 
preceding  week,  with  3,942  cars  shipped,  compared  with  3,630  and 
with  3,442  during  the  corresponding  week  last  year. 

Tomatoes — Florida  tomatoes  were  in  good  demand  in  Philadel- 
phia. Shipments  were  generally  lighter,  Mississippi  showing  the 
greatest  decrease.  Total  shipments  were  898  cars,  compared  with 
1,274  a  week  ago  and  with  828  cars  during  the  corresponding  week 
last  season. 

Cantaloupe  movement  from  the  Imperial  Valley  increased  rapidly, 
that  section  reporting  2,119  cars.  This  compares  with  1,619  cars  the 
previous  week,  and  exceeds  the  heaviest  movement  of  two  preceding 
seasons. 

Georgia  peaches  were  moderately  lower  at  shipping  points  and 
in  most,  consuming  markets.  Shipments  from  Georgia  were  nearly 
double  those  of  the  preceding  week. 

Georgia  shipped  nearly  2,000  cars  of  watermelons  during  the  week. 
The  markets  at  shipping  points  were  firm  until  the  latter  part  of  the 
"week.  Total  shipments  reached  3,673  cars,  compared  with  1,678  the 
preceding  week  and  2,204  during  the  corresponding  period  last  year. 

REDUCTION  IN  BUILDING  STONE 

The  Traffic   World  Washington  Bureau 

A  twenty  per  cent  reduction  in  rates  on  building  stone  from 
the  Bedford  (Ind.)  district  to  all  eastern  destinations  will  be 
made  effective  if  those  opposed  to  the  cut  in  rates  are  not  able 
to  show  the  Commission  adequate  reason  for  suspending  the 
tariffs  to  be  filed  by  Agent  Kelly,  the  Chicago,  Indianapolis  £ 
Louisville,  and  the  Chicago,  Terre  Haute  &  Southeastern.  Spe- 
cial permit  Nos.  53630,  53627,  and  53628  were  issued  to  them 
July  2  authorizing  them  to  publish  the  lower  rates  on  fifteen 
days'  notice. 

Application  was  made  by  Kelly  and  the  lines  mentioned  for 
permission  to  make  the  reductions  on  five  days'  notice.  Pro- 
tests against  the  reduction  were  made  by  manufacturers  of 
terra  cotta  building  shapes.  They  have  been  dissatisfied  with 
the  relationship  of  rates  on  building  stone  and  the  rates  on 
competing  terra  cotta  ever  since  the  operative  date  of  the  rates 
decreed  in  General  Order  No.  28,  because  the  increase  in  rates 
on  stone  was  twenty-five  per  cent  with  a  specific  maximum  of 
two  cents  per  100  pounds,  while  the  increase  on  terra  cotta  was 
without  limit. 

The  arguments  for  the  reduction  were  not  so  clear  cut  as 
to  make  it  certain  that  the,re  may  not  be  a  reason  for  denying 
it.  Fifteen  days  will  afford  an  opportunity  to  both  sides  to 
make  their  arguments  on  the  subject  clear  so  that  if  there  is 
a  reason  why  the  lowered  rates  should  be  suspended,  it  may  be 
brought  forward. 

The  building  stone  industry,  particularly  that  part  of  it 
centered  around  Bedford,  has  alleged  itself  to  be  in  a  deplorable 
state  for  the  last  five  years.  When  the  country  went  to  war 
the  building  material  industries,  except  for  non-war  purposes, 
were  practically  declared  to  be  non-essential.  They  were  denied 
cars  of  any  kind,  except  when  they  were  able  to  make  unusual 
showings.  After  the  war,  when  the  demand  for  coal  cars  be- 
came great,  the  building  stone  industry  suffered  from  the  in- 
sufficiency of  other  kinds  of  equipment  suitable  for  its  purposes. 
Then,  when  the  depression  in  business  became  widespread,  there 
was  little  demand  for  stone  and  the  cry  was  that  the  rates  were 
so  high  as  to  shut  off  the  demand  because  competing  materials, 
procured  at  lesser  transportation  cost,  could  be  used. 

It  is  considered  probable  that  this  reduction  in  rates  on 
building  stone  will  cause  a  resumption  of  demands  for  lower 
rates  on  all  kinds  of  road  construction  and  building  materials, 
and  a  resumption  of  negotiations  which  were  broken  off  when 
the  railroad  executives,  after  the  conference  on  June  4,  an- 
nounced that  they  could  not  see  their  way  clear  to  making  any 
general  reduction  in  rates  on  road  or  building  materials. 


PORT  OF  NEW  YORK  AGREEMENT 

The  Senate  has  adopted  a  resolution  (S.  J.  Res.  63)  author- 
izing the  states  of  New  York  and  New  Jersey  to  enter  into  an 
agreement  for  the  establishment  of  the  port  cf  New  York.  The 
purpose  of  the  resolution  is  to  enable  the  two  states,  acting 
jointly,  to  carry  out  plans  for  developmeut  of  the  port  of  New 
York. 


COMPULSORY  LINE  EXTENSION 

The  Traffic   World   Washington  U;trca>t 

Assuming,  for  the  purposes  of  the  case  in  hand,  that  there 
can  be  no  doubt  about  the  constitutionality  of  that  part  of  the 
transportation  act  which  authorizes  the  Commission  to  require 
a  common  carrier  to  extend  its  line,  Kenneth  F.  Burgess,  at- 
torney for  the  Burlington,  in  a  brief  for  that  carrier  in  No.  11658, 
Ezra  W.  Cooke  vs.  C.  B.  &  Q.,  discusses  the  duty  of  the  Com- 
mission in  respect  of  the  issuance  of  an  order  requiring  a  carrier 
to  extend  its  line.  It  is  his  fundamental  proposition  that  the 
issuance  of  a  certificate  requiring  a  carrier  to  spend  money  for 
the  extension  of  its  line  is  a  much  more  serious  matter  than 
issuing  or  denying  a  certificate  of  convenience  and  necessity  to 
promoters  who  desire  to  construct  a  railroad. 

In  this  case  Cooke,  of  Chambers,  Neb.,  applied  to  the  Com- 
mission for  an  order  requiring  the  Burlington  to  extend  its 
line  from  Ericson  to  Chambers,  Neb.,  in  accordance,  as  claimed, 
with  the  original  plan  of  the  carrier,  made  some  thirty  years 
ago.  The  board  of  directors  of  the  Burlington  considered  the 
matter  and  came  to  the  conclusion  that  the  tonnage,  actual  and 
prospective,  would  not  warrant  the  expenditure  of  $1,198,000, 
which  the  engineers  estimated  it  would  cost  to  construct  the 
31.65  miles  of  line,  without  any  allowance  for  the  equipment. 
The  complainant  attacked  that  as  excessive,  but  by  no  test  the 
Burlington  has  been  able  to  apply  have  the  officers  and  directors 
been  able  to  figure  out  a  profit  on  the  $225,000  of  operating 
revenue  the  extended  line  might  be  expected  to  obtain.  The 
Burlington  thinks  that  that  is  an  optimistic  estimate  of  revenue. 
In  support  of  that  estimate  of  cost,  the  Burlington  cited  costs 
of  sidetrack,  in  that  same  general  territory,  not  counting  cost 
of  right-of-way,  running  from  $35,000  to  $40,000  per  mile. 

Burgess  contended,  in  his  brief,  that  the  evidence  showed 
that,  even  if  public  convenience  and  necessity  required  the  con- 
struction of  a  railroad  to  Chambers,  the  testimony  showed  that 
it  should  be  constructed  by  some  carrier  other  than  the  Bur- 
lington because  a  connection  with  the  Union  Pacific  at  Spaul- 
ding  would  give  a  short  line  to  Omaha  of  about  197  miles,  while 
via  the  Burlington  the  route  would  be  243  miles  long,  while  by 
building  a  connection  with  the  Chicago  &  North  Western  at 
O'Neill  would  give  a  line  to  Omaha  only  219  miles  long.  Omaha 
is  the  market  to  which  the  grain  and  live  stock  of  the  country 
around  Chambers  goes.  The  route  via  a  North  Western  con- 
nection could  be  cut  to  176  by  building  to  Ewing  instead  of  to 
O'Neill. 

"It  is  a  much  more  serious  thing  for  the  Commission  to 
require  a  corporation  to  make  a  large  expenditure  for  the  con- 
struction of  a  new  railroad  than  for  it  to  deny  an  application  for 
public  convenience  and  necessity,  where  it  is  desired  by  the 
promoters  of  a  railroad  to  make  the  expenditure,"  said  Burgess. 
"The  tests  which  are  to  be  applied  in  the  former  case  should 
be  much  more  severe  than  the  tests  which  are  to  be  applied 
in  the  latter  case.  In  other  words,  it  is  a  much  more  serious 
undertaking  to  require  a  man,  or  a  group  of  individuals,  to  spend 
their  money  against  their  will,  than  it  is  to  prevent  them  from 
engaging  in  a  particular  activity  where  they  are  anxious  to  make 
an  investment  at  their  own  risk. 

"The  tests  which  are  to  be  applied  in  determining  the  ex- 
istence of  public  convenience  and  necessity  where  a  corporation 
is  to  be  required  to  spend  its  money  against  its  will  should  be 
much  more  rigorous  than  where  a  certificate  of  convenience  and 
necessity  is  denied.  In  the  latter  case  circumstances  might  lead 
the  Commission  to  grant  a  certificate  where  they  would  not  at 
all  be  sufficient  to  justify  an  affirmative  order  requiring  con- 
struction. There  is  nothing  obligatory  upon  the  applicant  to 
proceed  after  a  certificate  of  public  convenience  and  necessity 
is  once  granted.  Further  investigation  in  connection  with  the 
financing  or  construction  of  such  a  line  may  lead  to  a  surrender 
of  the  certificate  and  the  line  may  never  be  built.  All  of  these 
factors  are  doubtless  in  the  mind  of  the  Commission  when  it 
passes  upon  such  applications.  But  if  an  affirmative  order  re- 
quiring the  construction  of  a  new  line  be  entered,  the  railroad 
company  against  which  the  order  is  directed  has  no  further 
alternative  in  the  premises,  unless  it  should  be  to  contest  the 
validity  of  the  order  in  the  courts.  In  one  case  it  is  merely 
permissive  authority;  in  the  other  case  it  is  a  mandatory  re- 
quirement to  do  a  specific  thing." 

In  conclusion  Burgess  asked  the  Commission  to  dispose  of 
the  case  finally  by  holding  that  the  complainant  had  not  sus- 
tained the  burden  of  proof  resting  on  him  to  show  the  requisite 
public  convenience  and  necessity  for  the  construction  of  a  new 
line  of  railroad,  or  that  the  present  obligations  of  the  Burlington 
in  respect  to  its  existing  lines  of  railroad  would  not  be  impaired 
by  the  construction  of  new  lines  of  the  character  covered  by 
this  petition.  He  asked  it  to  go  farther  and  find  that  a  new 
line  from  Ericson  would  be  an  unprofitable  undertaking. 


ROAD  REPAYS  ADVANCE 

The  War  Finance  Corporation  announces  that  the  Cumber- 
land &  Manchester  Railroad  Company  has  repaid  the  advance 
of  $175,000  made  to  that  company  in  1919. 


July  9,  1921 
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FREIGHTS  AND  CHARTERS 

(Issued  by  the  I  .  8.  Shipping  Board) 
June   30 

A  marked  depression  In  the  charter  market  Is  noted  as  a 
result  of  the  announced  settlement  of  the  British  miners'  strike. 
Coal  exporters  held  different  opinions  as  to  whether  a  drop  In 
rates  would  come  abruptly,  or  whether  there  would  be  a  gradual 
decline.  In  either  case  it  is  the  consensus  of  opinion  that  there 
will  be  a  decline  of  from  20  per  cent  to  40  per  cent  from  present 
market  quotations  in  the  United  Kingdom  and  Continental  trade. 

Reports  coming  from  the  West  Coast  intimate  that  American 
ships  are  getting  their  share  in  the  westbound  Oriental  trade. 
For  the  first  time  in  many  months  American  bottoms  are  carry- 
ing approximately  full  cargoes  as  well  as  the  Japanese  vessels. 

During  the  year  1920  the  declared  value  of  the  articles  in- 
voiced for  export  from  Bahia,  Brazil,  to  the  United  States 
amounted  to  $15,917,349,  which  is  slightly  over  50  per  cent  of  the 
value  of  Bahia's  total  exports.  The  invoiced  value  of  articles 
for  shipment  to  the  U.  S.  during  the  first  quarter  of  1921  was 
$1, 747, 021,  as  compared  with  $5,950,915  for  the  same  period  of 
1920,  and  14,414,655  for  1919.  The  outstanding  feature  of  these 
returns  is  the  unprecedented  drop  in  the  value  of  hide  and  skin 
exports,  which  fell  from  $2,938,467  during  the  first  quarter  of 
1920  to  $44,532  during  the  1921  quarter. 

One  hundred  and  thirteen  vessels  entered  the  port  of  Mar- 
seille during  1920,  as  against  99  in  1919.  The  net  tonnage  aver- 
aged 3,163  tons  per  vessel.  The  principal  single  item  of  cargo 
brought  to  Marseille  was  coal,  223,345  tons  having  been  entered 
on  American  vessels. 

Charters 

St.  Stelnstad  (Nor.),  Montreal  to  Scandinavia,  14,000  qrs.  grain, 
basis  32&c  per  100  Ibs.,  two  or  three  ports.  Canadian  currency; 
prompt. 

Str.  Pennsylvania,  2,385  t.,  Atl.  range  to  Buenos  Aires,  coal,  $4.25; 
prompt. 

Str.  Scotsburg,  4,892  t.,  Atl.  range  to  U.  K.,  coal,  $5.50  and  dis- 
charge: prompt. 

Str.  Isanti,  4,129  t.,  Atl.  range  to  U.  K.,  coal,  $5.75  and  discharge. 

Str.  Eastern  City  (Br.),  3,714  t.,  U.  K.,  coal,  37s;  if  June  36s  6d; 
if  July  5d;  cancellation. 

Strs.  lossifoglui  (Gr.),  2,167  t.:  Sudbury  (Br.),  2,333  t.,  and  Em- 
linian  (Br.),  3,162  t.,  Atl.  range  to  U.  K.,  coal,  private  terms. 

Str.  Ravanger  (Nor.),  2,004  t..  Sydney,  C.  B.,  coal,  27s. 

Str.  Bournemouth  (Br.),  2,782  t.,  Atl.  range  to  Atl.  islands,  coal, 
31s  3d. 

Str.  Emergency  Aid,  3,700  t.  dwt.,  Atl.  range  to  U.  K.,  coal,  $6.35; 
vessel  paying  3s  for  discharge. 

Str.  Connes  Peak,  3,452  t.,  Atl.  range  to  U.  K.,  coal,  $6.50  free 
discharge;  prompt. 

Str.  Yomei  Maru  (Jap.),  Atl.  range  to  U.  K.,  coal,  36s  6d,  vessel 
paying  3s  for  discharge. 

Str.  Gro  (Nor.),  2,689  t.,  Atl.  range  to  U.  K.,  coal,  $6.50. 

July    1 

As  was  to  be  expected,  the  coal  charter  market  has  become 
inactive,  and  whether  there  will  be  any  cancellations  as  a  result 
of  the  foreign  coal  strike  settlement  remains  to  be  seen,  but 
thus  far  the  market  has  heard  of  none. 

The  attention  of  American  coal  dealers  will  now  be  given 
to  South  American  trade.  In  connection  with  this  trade  route, 
all  restrictions  as  to  rates  have  been  withdrawn  by  the  con- 
ference, and  operators  are  free  to  make  their  own  rates  on 
cargoes  of  all  kinds.  Such  a  situation  has  been  brought  about 
by  the  comparatively  small  amount  of  business  passing  between 
the  two  Americas,  and  it  is  likely  that  the  open  market  will  exist 
until  a  resumption  of  business  shall  warrant  the  restoration  of 
conference  control. 

Large  quantities  of  milling  and  mining  machinery  .have  been 
moving  through  Pacific  ports  to  the  Orient  in  spite  of  the  high 
transcontinental  rates,  because  purchasers  in  the  Far  East  de- 
sired quicker  delivery  than  could  be  afforded  through  the  At- 
lantic Coast  ports  and  the  Panama  Canal. 

It  is  thought  that  Scandinavians  are  likely  to  buy  Britisn 
coal  without  delay,  since  the  Baltic  season  is  short  and  stocks 
of  coal  in  Scandinavian  countries  are  low. 

There  is  nothing  to  be  said  in  regard  to  the  time  charter 
market,  which  remains  inactive. 

Charters 

Str.  Docket,  3.283  t.,  Atl.  range  to  V.  K.,  coal.  $5.75,  free  wharf- 
age; prompt. 

Str.  West  Cohas,  4,472  t..  Atl.  range  to  U.  K.,  part  cargo  of  coal, 
$5.75.  free  discharge;  prompt. 

Strs.  Allegwash,  2,491  t,  and  Hundvane,  Atl.  range  to  V.  K.,  coal, 
$6.25.  free  discharge. 

Str.  Tenafty,  2,911  t.,  Atl.  range  to  U.  K..  coal.  $6.50,  free  dis- 
charge; July. 

Rtr.  Sufico,  2,174  t.,  Atl.  range  to  TJ.  K.,  coal,  $7,  free  discharge; 
prompt. 

Str.  Robin  Gray,  5,120  t.,  Atl.  range  to  Rio  Janeiro,  coal,  $3.75. 
July  form:  prompt. 

July  2 

With  coal  exports  practically  a  thing  of  the  past,  so  far  as 
Europe  is  concerned,  the  situation  of  the  vessel  owner  is  one 
of  perplexity.  The  number  of  idle  carriers  resting  in  southern 
waters  is  placed  at  more  than  120.  whose  owners  refuse  to  enter 
the  coastwise  trade  at  rates  from  $2  to  $2.50  per  ton  from  Hamp- 
ton Roads  to  New  England  ports.  As  for  other  trades,  there 
is  nothing  at  present  to  give  them  encouragement. 


Operators  In  the  transatlantic  trades  report  ability  to  get  very 
respectable  cargoes  both  going  and  coming,  which  they  account 
for  by  the  fact  that  the  great  fleet  of  tramp  steamers  has  been 
reduced  to  a  minimum,  while  the  old  passenger  lines  are  unable 
to  carry  more  than  a  few  hundred  tons. 

No  definite  action  was  taken  In  respect  to  rates  at  the  North 
Atlantic  and  United  States  Conference.  It  was  thought  that  It 
would  be  decided  to  reduce  the  rates  on  grain  from  the  north 
Atlantic  to  Europe,  which  were  recently  advanced  from  5s.  to 
6s.  on  account  of  the  position  of  the  Gulf  shippers. 

Intercoastal  trade  promises  to  receive  a  perceptible  impetus 
through  the  increase  in  lumber  shipments  from  the  west  coast 
via  the  Panama  Canal  to  ports  on  the  Atlantic.  From  Puget 
Sound  to  this  coast  lumber  is  paying  $17  a  thousand  feet,  and 
several  recent  charters  have  been  effected  on  this  basis. 

Lumber  exports  are  holding  up  fairly  well,  many  Japanese 
steamers  being  engaged  In  this  trade  with  the  Orient. 

The  movement  of  grain  out  of  the  Pacific  Northwest  to 
Europe  continues  unabated.  At  present  a  fair-sized  fleet  of 
foreign  vessels  is  loading  wheat  at  Portland  and  other  Pacific 
coast  ports.  Charters  in  this  trade  are  being  effected  on  the 
basis  of  55s.  to  57s.  per  quarter. 

From  the  Gulf  there  is  also  a  free  outflow  of  cereals,  mostly 
to  the  Mediterranean  ports,  at  about  8s.  per  quarter;  to  the 
United  Kingdom  at  6s.  per  quarter  from  Montreal,  is  also  re- 
ported. 

Charters 

Str.  Liberty  Land  (Am.),  3,562  t.,  from  Puget  Sound  to  north  Atl. 
port,  lumber,  $17  per  1,000  ft.;  July. 

Str.  Mundelta  (Am.)  2,955  t.,  same. 

Str.  Munaires  (Am.),  2,854  t.,  same. 

Strs.  Kitteguan  (Br.),  3,707  t..  and  Winston,  4,049  t.,  Atl.  range 
to  IT.  K.,  $5.75  and  discharge;  prompt. 

Str.  Indian  Transport  (Br.),  2,653  t.,  Atl.  range  to  River  Plate. 
$4.50;  free  discharge. 

July  5 

At  the  present  time  the  rate  on  steel  from  the  Pittsburgh 
district  to  the  Orient  via  the  Pacific  coast  is  $20.08  a  net  ton. 
Via  New  York,  the  rate  is  $21.88.  Anticipating  a  reduction  by 
the  transcontinental  roads,  the  steamship  lines  doing  business 
between  New  York  and  the  Orient,  it  is  said,  propose  to  cut  the 
water  rate  from  $14.28  to  $13  a  ton,  thus  making  it  cheaper  by 
87c  a  ton  to  ship  by  way  of  the  Atlantic  seaboard. 

It  is  learned  that  as  low  as  $1.25  a  ton  has  been  accepted 
for  coal  charters  in  the  Atlantic  coastwise  trade  from  Hampton 
Roads  to  Bangor,  Me.,  and  that  plenty  of  tonnage  is  offering  at 
$1.30. 

In  the  transatlantic  trade,  coal  charters  are  being  effected 
on  the  basis  of  $5.25  to  Rotterdam  and  $6.50  to  Hamburg.  Fur- 
ther business  on  anything  but  a  light  scale  is  not  anticipated 
by  coal  exporters,  and  rates  are  already  displaying  marked  weak- 
ness. 

Grain  continues  to  occupy  the  center  of  the  stage  for  bulk 
cargo.  The  west  coast  continues  to  place  new  charters  in  the 
trade  on  the  basis  of  about  55  shillings  per  quarter. 

The  lumber  trade  is  employing  considerable  tonnage  out  of 
the  west  coast,  and  the  last  cargoes  of  lumber  to  cross  the  Pacific 
to  Japan  at  $10  per  thousand  feet  are  now  being  loaded.  The 
new  rate  will  be  $12.50.  The  $10  rate,  which  was  reached  some 
months  ago,  was  the  lowest  point  touched  by  transpacific  rates 
in  a  steady,  consistent  drop  from  the  early  post-war  figure  of 
$45  per  thousand  feet. 

Twenty-nine  of  the  612  vessels,  having  an  aggregate  tonnage 
of  588,445,  which  made  the  port  of  Hamburg  during  the  month 
of  June,  flew  the  Stars  and  Stripes;  710  vessels,  having  a  ton- 
nage of  650,846,  departed  this  port  during  the  same  period. 

During  the  first  quarter  of  this  year,  699  ships,  with  a  gross 
tonnage  of  2,813,085,  cleared  from  the  port  of  Tampico,  Mexico, 
to  the  United  States.  Of  this  volume,  606  vessels,  representing 
2,462,999  gross  tons,  or  87.55  per  cent  of  the  total,  were  under 
the  American  flag. 

Charters 

Str.  Parkhaven  (Du.),  Montreal  to  Antwerp-Hamburg  range,  28,000 
qrs.  grain.  27%c  per  100  Ibs.;  Canadian  currency,  two  trips:  prompt. 

Str.  Yselhaven  (Du.),  Montreal  to  Antwerp-Hamburg  range.  35.000 
qrs.  grain,  27%c  per  100  Ibs.;  August. 

Str.    Jobee,    3,400   t.,    Balto.    to    V.  K..  coal,  $6.50:  July. 

Str.  Glenspey  (Br.).  4,140  t..  Atl.  range  to  Rotterdam,  coal,  $5.25; 
option  of  Hamburg,  $6.50;  July. 

July   6 

Few  fixtures  are  looked  for  from  now  on  in  the  coal  export 
trade  to  the  United  Kingdom. 

Now  that  the  Canadian  Pacific  Railroad  has  placed  Boston 
on  a  parity  with  Montreal  in  respect  to  grain  exports,  it  is  ex- 
pected that  the  former  port  will  renew  her  former  activities  as 
an  export  center.  Under  the  new  conditions,  large  quantities 
of  cereal  will  be  billed  through  Boston,  and  the  sailing  schedules 
are  to  be  arranged  to  handle  consignments  originating  in  the 
Canadian  Northwest. 

Australian  wheat  growers  have  long  been  interested  in  the 
bulk  handling  of  wheat,  and  the  first  vessel  ever  loaded  in  Aus- 
tralia with  a  cargo  of  wheat  in  bulk  recently  took  4,500  tons  at 
Sydney  and  was  dispatched  to  the  United  Kingdom  for  orders. 
As  the  dunnage  required  for  lining  the  holds  is  not  available 
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in  Australia,  the  timber  had  to  be  imported,  and  the  cost  of  fit- 
ting the  ship  was  nearly  8c  per  bushel. 

Wheat  and  wheat  products  are  displaying  unusual  activity 
just  at  present.  It  is  expected  that  the  North  Atlantic  and 
United  Kingdom  Conference  will  this  week  take  up  the  matter 
of  exports.  An  increase  of  3c  a  sack  has  been  ordered  in  the 
export  of  American  flour  to  the  United  Kingrom,  the  new  rate 
going  into  effect  on  Saturday. 

West  Indies  trade  continues  dull  and  very  few  cargoes  are 
being  moved.  The  sugar  situation  continues  bad,  and  this  tends 
to  lessen  the  purchasing  powers  of  coal  users  in  this  vicinity. 

During  the  fiscal  year  ended  March  31,  Canada's  imports  of 
merchandise  exceeded  exports  of  Canadian  goods  to  the  extent 
of  $50,961,366;  in  1920  exports  exceeded  imports  by  $174,975,929. 
The  United  Kingdom  and  the  United  States  supplied  $1,070,524,- 
418  of  the  Dominion's  imports  and  took  $855,147,377  of  its  ex- 
ports in  the  fiscal  year  1921,  the  bulk  of  Canada's  trade  being 
with  these  two  countries. 

Charters 

Strs.  Arnold  Maersk  (Dan.),  1.185  t.,  and  Merwede  (Du.),  1.153  t., 
Atl.  range  to  Copenhagen,  coal,  $6.50  for  the  former  and  $6.25  for  the 
latter;  July. 

Mount  Whitney  (motor)  (Nor.),  1,368  t.,  St.  John,  N.  B.,  to  U.  K., 
deals;  private  terms. 

Bark  Whiteson  (Br.),  763  t..  Mobile  to  Port  Spain,  lumber,  private 
terms. 

Bark  Reine  Marie  Stewart,  1,186  t.,  Port  Tampa  to  Phila.,  phos- 
phate rock;  private  terms. 

Schr.  Jesse  G.  Noyes,  1,253  t.,  Port  Tampa  to  Boston,  phosphate 
rock;  private  terms. 


PERMIT  TO  USE  PANAMA  CANAL 

The  Traffic  World  Washington  Bureau 

The  Commission,  by  an  order  entered  June  30,  reopened,  for 
such  further  action  as  it  may  direct,  No.  11214,  application  of 
the  United  States  Steel  Products  Company  et  al.,  under  the 
provisions  of  section  5  of  the  interstate  commerce  act,  in  con- 
nection with  the  ownership  and  operation  of  steamer  lines 
through  the  Panama  Canal.  The  reopening  was  made  on  the 
Commission's  own  motion.  (See  Traffic  World,  July  2,  page  22.) 

In  granting  a  permit  to  the  Steel  Products  Company  to 
operate  ships  through  the  canal  the  Commission  held  that  the 
application  came  within  its  jurisdiction  because  the  United 
States  Steel  Corporation,  the  owner  of  the  Steel  Products  Com- 
pany, was  also  the  owner  of  the  Elgin,  Joliet  &  Eastern  and 
other  lines  of  railroads,  hut  that,  under  the  conditions  prevailing 
at  the  time,  it  would  permit  the  steel  company  ships  to  operate 
through  the  canal.  The  conditions  at  the  time  were  that  com- 
paratively few  ships  were  using  the  canal,  while  the  railroad 
lines  were  so  congested  that  they  could  hardly  move  the  freight 
necessary  to  be  moved. 

Protest  against  the  grant  of  permission  was  made  in  behalf 
of  the  Luckenbach  and  other  steamship  interests,  but  the  Com- 
mission disregarded  it.  The  steamship  interests  contended  that 
the  policy  of  Congress  was  to  build  up  a  merchant  marine,  in- 
dependent of  the  railroads,  and  that  if  the  canal  were  left  free 
of  railroad-owned  or  railroad-controlled  ships,  the  purpose  of 
Congress  would  be  carried  out. 

The  Commission  gave  no  reasons  for  reopening  the  case, 
but  the  implication  of  the  terms  was  strong  that  the  permit 
should  be  regarded  as  good  only  for  the  time  during  which  the 
conditions  then  existing  might  continue. 

The  further  implication  from  the  terms  of  the  decision  was 
that,  if  anyone  interested  in  the  matter  was  of  opinion  that  con- 
ditions had  changed,  he  might  bring  the  subject  to  the  Com- 
mission's attention  for  further  consideration.  If  anyone  asked 
the  Commission  to  reopen  the  case,  the  fact  does  not  appear 
in  the  record,  nor  is  there  anything  in  the  order  indicating  on 
whose  suggestion  the  action  was  taken,  if  it  was  taken  on  the 
suggestion  of  anyone  outside  the  Commission. 


j 


AGREEMENTS  WITH  STEAMSHIPS 

The  Traffic  World  Washington  Bureau 

In  response  to  the  order  requiring  common  carriers  to  file, 
on  or  before  June  30,  contracts  or  agreements  with  steamship 
companies  engaged  in  foreign  commerce,  the  Commission  has 
received  copies  of  agreements  and  "understandings"  with  steam- 
ship companies  from  the  New  York  Central,  the  Southern  Rail- 
way and  Mobile  &  Ohio,  the  Texarkana  &  Fort  Smith  Railway 
Company,  the  Boston  &  Maine,  the  Great  Northern,  the  Penn- 
sylvania, the  Atlanta,  Birmingham  &  Atlantic,  and  the  Baltimore 
&  Ohio. 

The  New  York  Central  Lines  filed  agreements  with  the 
Cunard  Line  and  the  Leyland  Line,  covering  use  of  the  piers 
of  the  Boston  &  Albany  at  East  Boston,  Mass.,  and  the  inter- 
change of  traffic  between  the  Boston  &  Albany  and  the  steam- 
ship lines.  The  preamble  of  these  agreements  states  that  it  is 
desired  "that  relations  in  the  nature  of  a  close  traffic  alliance" 
should  be  maintained  between  the  Cunard  Line  and  the  Boston 
&  Albany  and  the  Leyland  Line  and  the  Boston  &  Albany.  The 
effect  of  the  agreement  appears  to  be  that  the  steamship  com- 


panies will  prefer  the  rail  carrier  and  the  latter  the  steamship 
companies  in  the  handling  of  export  and  import  traffic,  where 
such  preference  may  be  given  in  accord  with  the  law.  The 
railroad  company,  under  the  agreement,  promises  to  get  export 
freight  for  the  steamship  company,  which  makes  a  similar 
promise  as  to  import  freight  for  the  railroad  company. 

The  Mobile  &  Ohio  and  Southern  Railway  filed  an  agreement 
with  the  Munson  Steamship  Lines  relating  to  service  between 
Mobile,  Ala.,  and  South  American  ports.  Under  this  agreement 
the  Munson  company  agrees  not  to  put  in  service  between  any 
other  Gulf  port  and  Buenos  Aires  or  other  South  American 
ports  without  the  consent  of  the  railroad  companies.  The 
agreement  also  contemplates  co-operation  between  the  steam- 
ship company  and  the  rail  lines  for  the  development  of  traffic 
for  each  party.  A  similar  agreement  between  the  Mobile  Liners, 
Inc.,  and  the  Southern  and  Mobile  &  Ohio  as  to  traffic  between 
Mobile  and  European  ports  was  filed. 

The  Southern  filed  an  agreement  with  P.  D.  M.  Strachan 
governing  service  between  Brunswick,  Ga.,  and  European  ports. 
This  agreement  provides  that  the  Southern  will  use  its  best 
efforts  to  get  cargoes  for  Strachan  with  the  proviso  that  the 
ocean  rates  are  to  be  made  at  all  times  with  fair  relation  to 
the  ocean  rates  prevailing  from  South  Atlantic  and  Gulf  ports. 
It  is  further  provided  that  the  Southern  shall  have  preference 
on  import  business,  provided  the  rates  of  the  Southern  are  no 
higher  than  that  charged  by  competing  carriers. 

Another  agreement  with  the  Munsoon  Line  relating  to  serv- 
ice between  Mobile,  Ala.,  and  Cuba,  Mexico,  and  the  West  Indies 
was  filed  by  the  Southern. 

The  Texarkana  &  Fort  Smith  Railway  Company  filed  an 
agreement  between  it  and  the  Kansas  City  Southern  and  the 
Kerr  Steamship  Company,  Inc.,  relating  to  service  between  Port 
Arthur,  Tex.,  and  Liverpool  and  other  foreign  ports,  providing 
that  the  ocean  rates  from  Port  Arthur  shall  be  no  higher  than 
those  from  Galveston.  Both  parties  agree  to  co-operate  in  get- 
ting traffic  in  and  out. 

The  Boston  &  Maine  filed  a  number  of  agreements  headed 
"memorandum  of  understanding,"  relating  to  interchange  of 
traffic  at  Boston  with  various  steamship  companies. 

The  Great  Northern  filed  an  agreement  between  it  and  the 
Nippon  Yusen  Kabushiki  Kaisha  relating  to  the  transportation 
of  through  cargoes  from  Seattle  to  the  Orient  and  from  the 
Orient  to  the  United  States. 

The  Pennsylvania  filed  agreements  between  the  Northern 
Central  Railway  Company  and  the  International  Mercantile 
Marine,  and  between  the  Pennsylvania  and  the  I.  M.  M.,  cover- 
ing the  handling  of  import  traffic  at  Baltimore,  and  export  and 
import  traffic  at  Philadelphia,  respectively. 

The  Baltimore  &  Ohio  filed  agreements  between  it  and  Don- 
aldson Bros.,  Ltd.,  North  German  Lloyd,  Scandinavian-American 
Line  and  Furness,  Withy  &  Co. 

The  Atlanta,  Birmingham  &  Atlantic  filed  an  agreement 
with  the  Strachan  Shipping  Company  of  Brunswick,  Ga.,  pro- 
viding for  co-operation  in  the  development  of  traffic  between 
Brunswick  and  Liverpool  and  other  foreign  ports. 


ALASKA  PROVISION  UPHELD 

The  Traffic   World  Washington  Bureau 

Judge  Jennings,  of  the  United  States  Court  for  the  District 
of  Alaska, -has  held  constitutional  Section  27  of  the  so-called 
Jones  shipping  law,  which,  by  its  termst.  excludes  Alaska  from 
the  benefit  of  the  exception  therein  made  in  behalf  of  freight 
from  a  point  in  one  of  the  states  of  the  United  States  to  a  point 
in  another  state  of  the  Union,  when  shipped  on  rates  filed  with 
the  Commission  over  Canadian  railroads  or  their  water-line  con- 
nections. 

That  exemption  in  behalf  of  such  freight  was  made  at  the 
behest  of  Senator  Lodge,  acting  at  the  instigation  of  New  Eng- 
land shippers  who  desired  to  retain  the  right  to  ship  their  stuff 
over  the  differential  rail  lines  through  Canada.  The  object  of 
the  section  of  the  law  under  attack  was  to  preserve  to  ships  of 
American  registry  the  transportation  of  goods  between  ports  of 
the  United  States,  both  within  and  beyond  the  boundaries  of  the 
continental  United  States. 

The  Juneau  Hardware  Company  had  a  shipment  of  mer- 
chandise made  from  a  point  in  the  United  States  to  Juneau  in 
a  ship  of  foreign  registry  with  a  view  to  making  a  test  case  in 
accordance  with  an  act  of  the  Alaska  legislature  authorizing  and 
directing  the  attorney  general  to  test  the  constitutionality  of 
that  part  of  the  Jones  shipping  law.  Attorney  General  Rustgard, 
on  relation  of  the  hardware  company,  sued  for  an  injunction  for- 
bidding the  collector  of  customs  to  confiscate  the  merchandise. 

Alaska  claimed  that  the  section  violated  that  part  of  the 
constitution  which  forbids  Congress  to  make  any  regulation  of 
commerce  or  revenue  giving  preference  to  the  ports  of  one  state 
over  those  of  another. 

The  part  of  the  constitution  alleged  to  have  been  violated 
by  Congress  when  it  passed  that  part  of  the  Jones  law  says: 
"No  preference  shall  be  given  by  any  regulation  of  commerce 
or  revenue  to  the  ports  of  one  state  over  those  of  another;  nor 
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shall  vessels  bound  to,  or  from  one  state,  be  obliged  to  enter, 
i-lc.-ir,  or  pay  duties  In  another." 

Judge  Jennings  reviewed,  at  length,  Downs  vs.  Bldwell,  182 
U.  S.,  211,  in  which  the  court  held  that  for  purposes  of  tariff 
duties.  I'orto  Rico,  although  belonging  to  the  United  States,  had 
not  been  incorporated  into  the  United  States,  and  that,  there- 
fore, Congress  hnd  the  power  to  lay  the  duties.  Attorney  General 
Rustgard  contended  that  Alaska  had  been  Incorporated  Into  the 
I'nited  States,  but  Judge  Jennings  said  that,  even  If  It  had,  the 

inn  ins  on  the  tariff  case  were  not  applicable  because  the 
language  of  the  two  parts  of  the  constitution  was  not  the  same. 
He  said  Alaska  was  territory  of  the  United  States,  to  dispose 
of  which  the  constitution  gives  Congress  the  absolute  power; 
that  the  part  of  the  constitution  quoted  was  written  by  the 
states  for  their  own  protection,  and  without  application  to  the 
territory  of  the  United  States.  He  said- that  Congress  having  the 
power  to  dispose  of  Alaska,  It  surely  could  regulate  the  com- 
mercial intercourse  with  Alaska,  either  to  the  extent  of  clos- 
ing all  Alaskan  ports  or  saying  that  the  intercourse  between  the 
states  of  the  United  States  and  the  ports  of  Alaska  should  be 
carried  on  only  in  ships  flying  the  American  flag. 


Follette  seamen's  act  as  to  working  condition*  for  crews  on 
vessels  on  the  Great  Lakes,  but  the  Senate  has  not  acted  on  the 
measure.  It  was  asserted  that  the  seamen's  act  had  prevented 
the  operation  of  boats  on  the  Great  Lakes. 


SHIPPING  BOARD  BUSINESS 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  announced  June  30  that  it  would  receive 
bids  July  30  on  the  287  wooden  ships  which  it  has  tied  up  in 
the  James  River  and  on  the  Pacific  coast.  The  vessels  have  a 
tonnage  of  900,000  tons  and  are  not  held  to  be  adaptable  for  use 
by  the  board.  It  is  believed  they  could  be  used  to  advantage 
by  foreign  governments  in  their  coastwise  trade.  It  is  expected 
that  many  of  the  vessels  will  be  sold  for  salvage. 

Robert  H.  Montgomery  of  New  York  has  been  appointed  to 
make  a  report  on  the  accounting  system  of  the  board  and  also 
to  make  an  inventory  of  the  board's  assets. 

Former  Senator  Sutherland,  of  Utah,  now  engaged  in  the 
practice  of  law  in  Washington,  has  declined  to  accept  the  chair- 
manship of  the  board  of  claims,  which  will  be  appointed  to  pass 
on  claims. 

H.  B.  Walker,,  president  of  the  Old  Dominion  Steamship 
Company,  has  been  mentioned  for  the  position  of  director  of 
operations  of  the  board. 


INCREASE  IN  MARINE  LOSS 

The  Traffic  World   Washington  Bureau 

The  subcommittee  on  marine  insurance  of  the  House  com- 
mittee on  merchant  marine  and  fisheries  has  been  directed  by 
the  committee  to  Investigate  the  causes  for  substantial  increases 
in  the  loss  of  shipments  on  vessels  through  pilferage,  breakage 
and  short  cargoes  which  have  been  reported  to  the  committee. 
The  object  of  the  investigation  will  be  to  ascertain,  if  possible, 
methods  for  cutting  down  the  losses.  Insurance  rates  on  Amer- 
ican ships  have  gone  up  as  the  result  of  the  losses,  Representa- 
tive Edmonds  of  Pennsylvania  said.  The  subcommittee  plans 
to  hold  hearings  in  the  near  future  at  which  representatives 
of  shippers,  shipowners  and  operators  and  marine  insurance 
companies  will  be  heard. 


SETTLEMENT  OF  NORWAY  CLAIMS 

The  Traffic  World  Washington  Bureau 

Claims  of  Norwegians  against  the  Shipping  Board,  aggre- 
gating $14,157,000,  for  fifteen  vessels  taken  over  by  the  board 
during  the  war,  will  be  settled  under  an  arbitration  agreement 
between  the  United  States  and  Norway  if  the  Senate  approves 
the  agreement.  The  vessels  were  being  constructed  in  American 
yards  for  Norwegians  when  they  were  requisitioned  by  the  gov- 
ernment. The  claims  were  taken  up  by  the  Norwegian  govern- 
ment diplomatically  after  the  claimants  and  the  Emergency 
Fleet  Corportion  had  failed  to  reach  an  agreement.  Norway 
and  the  United  States  then  drew  up  an  arbitration  agreement 
which  has  been  submitted  to  the  Senate  by  President  Harding. 

GREAT  LAKES  PACKAGE  FREIGHT 

The  Traffic  World  Washington  Bureau 

In  response  to  appeals  from  the  Wisconsin  legislature  and 
cities  on  the  Great  Lakes,  the  Shipping  Board  has  delegated  Com- 
missioners O'Connor,  Benson,  and  Plummer  to  make  an  investiga- 
tion of  the  operation  of  package  freight  boats  on  the  Great 
Lakes.  According  to  a  resolution  sent  to  Congress  by  the  Wis- 
consin legislature,  package  freight  boats  disappeared  from  the 
Great  Lakes  during  the  war  and  their  operation  has  not  been 
resumed.  Officials  of  the  board  said  the  question  of  the  board 
putting  ships  in  operation  for  the  service  petitioned  for  would 
have  to  be  considered  in  connection  with  service  now  given  by 
private  lines.  They  said  there  was  no  intention  to  establish 
lines  in  competition  with  private  lines  already  established,  if 
there  are  such  lines  in  operation.  The  House  recently  passed 
the  Scott  bill  affording  relief  to  passenger  and  package  boats 
on  the  Great  Lakes  by  modifying  the  requirements  of  the  La- 


STEAMSHIP  SERVICE  TO  ALASKA 

In  response  to  requests  from  Alaska  for  the  establishment 
of  a  government  shipping  line  between  the  United  States  and 
Alaska,  Senator  Cummins  has  Introduced  a  bill  (S.  2203)  pro- 
viding for  such  service.  The  bill  provides  that  the  Shipping 
Board  shall  turn  over  to  the  Secretary  of  the  Interior  a  suffi- 
cient number  of  ships  to  run  between  the  United  States  and 
Alaskan  ports  in  conjunction  with  the  Alaskan  railroad.  The 
operation  of  the  line  would  be  subject  to  regulation  by  the  In- 
terstate Commerce  Commission.  In  a  recent  memorial  to  Con- 
gress the  Alaskan  legislature  averred  that  private  steamship 
interests  did  not  provide  adequate  service  between  Alaska  and 
the  United  States,  with  the  result  that  Alaskan  idustrles  were 
being  stifled.  The  bill  also  would  give  the  President  authority 
to  co-ordinate  the  various  governmental  agencies  having  jurisdic- 
tion over  Alaskan  affairs.  The  bill  was  referred  to  the  terri- 
tories committee. 


OCEAN  FREIGHT  RATE  AGREEMENT. 
Traffic  managers  of  American  and  foreign  steamship  lines 
and  representatives  of  the  Shipping  Board  will  hold  a  meeting 
at  Atlantic  City,  July  11,  to  consider  effecting  an  agreement  on 
the  level  of  ocean  freight  rates  from  Atlantic  and  Gulf  ports. 
One  of  the  questions  to  be  taken  up  at  the  conference  will  be 
that  in  reference  to  what  territory  is  in  the  North  Atlantic  and 
what  ports  should  be  considered  in  the  South  Atlantic  terri- 
tory. Present  rate  arrangements  are  said  to  be  unsatisfactory 
and  an  effort  will  be  made  to  smooth  out  the  differences. 


COURT  RESTRAINS  COMMISSION 

The  Traffic  World  Washington  Bureau 

The  federal  district  court  at  Trenton,  N.  J.,  has  issued  a 
restraining  order  suspending  the  order  of  the  Commission  in 
No.  10582,  American  Creosoting  Company  vs.  Central  of  New 
Jersey  et  al.,  application  having  been  made  by  the  Pennsylvania, 
one  of  the  respondents. 

The  Commission  had  held  that  it  was  unduly  prejudicial  for 
the  carriers  to  allow  creosoting  in  transit  on  the  through  rates 
on  lumber  in  Central  Freight  Association  territory  while  denying 
a  like  privilege  at  the  plant  of  the  complainant  at  Newark,  N.  J. 
The  undue  prejudice,  under  the  terms  of  the  order,  was  to  be  re- 
moved on  or  before  July  20. 

The  restraining  order  was  issued  on  the  allegation  of  the 
Pennsylvania  that  the  effect  thereof  would  be  to  deprive  it  of 
its  property  without  due  process  of  law  and  without  just  com- 
pensation. It  contended  that  it  was  error  of  law  for  the  Com- 
mission to  base  an  order  directing  the  removal  of  undue  preju- 
dice on  the  facts  shown  in  that  case.  The  finding  of  undue 
prejudice  was  based  on  the  fact  that  the  Pennsylvania  was  a 
party  to  tariffs  that  permitted  creosoting  on  lumber  from  the 
south  at  points  in  Central  Freight  Association  territory,  but  that 
in  Trunk  Line  territory,  on  tariffs  issued  by  the  Pennsylvania, 
that  privilege  was  not  given. 

In  the  case  before  the  Commission,  the  respondent  trunk 
lines  said  they  were  not  responsible  for  the  grant  of  the  privi- 
lege by  the  lines  in  Central  Freight  Association  territory,  none 
of  which  serves  the  plant  of  the  complainant  at  Newark;  that 
the  granting  or  withholding  of  that  privilege  was  allowed,  under 
the  rules  of  the  Commission,  to  the  carrier  that  desired  to  grant 
it,  regardless  of  the  wishes  of  parties  to  the  joint  tariffs,  and 
that,  therefore,  they  were  not  responsible  for  the  undue  prejudice 
alleged. 

This  is  the  first  challenge  of  the  validity  of  an  order  of  the 
Commission  that  has  been  made  for  a  long  time.  Carriers,  for 
several  years,  have  been  obeying  its  orders  without  raising  ques- 
tions as  to  their  lawfulness. 


PAYMENTS  TO   CARRIERS 

The  following  additional  partial  payment  certificates  were 
made  public  by  the  Commission  July  6:  Manistique  &  Lake 
Superior,  $33,000;  Flint  River  &  Northeastern,  $4,000;  Waupaca- 
Green  Bay,  $4,000;  Chicago  Great  Western,  $150,000;  Trinity 
Valley  Southern,  $1,500;  and  the  Susquehanna  &  New  York, 
$50,000. 

A  certificate  under  section  204  (reimbursement  of  deficit) 
was  issued  to  the  Secretary  of  the  Treasury  in  behalf  of  the 
Knoxville,  Sevierville  &  Eastern  for  $15,000.  The  Commission 
found  that  the  carrier  owes  the  government  $2,209.01  on  account 
of  traffic  balances  and  other  indebtedness. 

Additional  partial  payment  certificates  have  been  issued  by 
the  Commission  as  follows:  New  Orleans  Great  Northern,  $130,- 
000;  Erie,  $1,000,000;  Middletown  and  Unionville,  $3,500. 


PETITION   FOR  REHEARING 

The  Illinois  Northern  Railway  has  asked  for  a  rehearing  in 
No.  4181,  Second  Industrial  Railways  Case. 
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LOSS  AND  DAMAGE  CLAIMS 

(Fourteenth  of  a  Series  of  Articles  Written  for  the  Traffic  World  by 
C.  H.   Dietrich) 

Freight  Claim   Rules   (Continued) 

Rule  70.  Destination  Reports  and  Records.  When  check  at  desti- 
nation (5-s)  develops  over,  excess  (5-x),  short  damage,  record  shall 
be  made  within  five  days,  and  such  record  shall  include  all  notations 
of  previous  checking  which  appear  on  waybill.  Report  of  over  or  ex- 
cess only  shall  be  forwarded  within  thirty  days  either  through  Freight 
Claims  Office,  or  junction  point,  or  direct  to  initial  point.  Shortage 
or  damage  known  by  agent  to  exist  at  the  time  of  delivering  freight 
shall  be  endorsed  on  paid  freight  bill  if  so  requested  by  consignee. 
When  endorsing  paid  freight  bill  given  consignee,  agent  must  be 
particular  to  state  nature  and  extent  of  shortage  or  damage  and  in- 
variably affix  his  signature,  with  date  of  notation. 

The  only  portion  of  this  rule  that  is  of  interest  to  the  re- 
ceiver of  freight  is  the  last  part,  providing  for  notation  of  known 
shortage  or  damage  existing  at  time  of  delivery  being  made  on 
paid  freight  bill  and  signed  by  the  agent  with  date  of  notation. 

This  practice  is  generally  observed,  but  there  are  some  lines 
that  prefer  giving  a  short  or  damage  slip  in  preference  to  de- 
facing the  paid  freight  bill  with  this  notation;  but,  irrespective 
of  the  detailed  plan  followed  by  the  individual  carriers,  the  fact 
remains  that  the  foundation  of  every  claim  for  loss  or  damage 
should  be  laid  at  the  time  delivery  is  taken,  if  shortage  is  appar- 
ent. There  is  no  question  but  that  innumerable  controversies 
in  connection  with  adjustment  of  claims  arise  on  account  of  no 
understanding  having  been  reached  between  the  receiver  of  the 
freight  and  the  destination  railroad  agent  with  respect  to  the 
articles  checking  short  or  the  amount  of  damage  which  exists 
at  the  time  the  freight  is  delivered  into  the  hands  of  the  con- 
signee or  his  representative.  There  may  be  instances,  it  is  true, 
where  the  exact  amount  of  damage  cannot  be  developed  at  the 
freight  station  on  account  of  some  peculiarity  of  the  shipment, 
but  in  the  great  majority  of  cases  it  is  perfectly  feasible  to 
determine  without  much  question  the  condition  of  the  property 
with  respect  to  any  shortage  or  damage,  and  if  this  is  deter- 
mined and  a  proper  notation  signed  by  the  agent  is  secured,  the 
matter  of  arriving  at  the  amount  in  dollars  and  cents  is  gen- 
erally simple. 

One  of  the  drawbacks  to  the  obtaining  of  the  proper  nota- 
tion in  such  cases  is  on  account  of  delivery  being  made  to  dray- 
man or  other  representative  of  the  consignee.  This  is  particu- 
larly true  at  the  larger  stations,  where  consignee's  place  of  busi- 
ness is  not  adjacent  to  the  freight  station,  but  if  the  drayman 
or  representative  who  takes  delivery  is  properly  instructed  along 
these  lines  a  great  deal  of  controversy  later  on  could  be  pre- 
vented and  the  payment  of  claims  greatly  expedited. 

Rule  86.  Reporting  non-perishable  L.  C.  L.  refused.  When  non- 
perishable,  less  than  carload  freight  is  refused  at  destination,  it  should 
be  reported  within  five  days  after  refusal. 

Rule  87.  Reporting  non-perishable  C.  L.  refused.  When  non- 
perishable  carload  freight  is  refused  at  destination  It  shall  be  re- 
ported by  wire  immediately  after  refusal. 

Rule  88.  Non-perishable  L.  C.  L.  unclaimed.  When  non-perish- 
able, less  than  carload  freight  is  unclaimed  at  destination,  it  shall  be 
reported  within  thirty  days  after  arrival  thereof. 

Rule  89.  Non-perishable  C.  L.  Unclaimed.  When  non-perish- 
able, carload  freight  for  non-resident  or  unknown  consignee  re- 
mains unclaimed,  it  should  be  reported  by  wire  within  five  days 
after  the  arrival  at  destination. 

Rule  90.  Reports  mentioned  in  Rules  86  to  89,  inclusive,  shall 
show  reason  for  non-delivery  if  known  and.  with  the  exception  pro- 
vided for  in  Rule  85.  shall  be  made  to  consignor  if  definitely  shown 
on  the  waybill  or  shipment;  if  not  so  shown  then  to  the  bill  of  lading 
carrier.  If  neither  the  consignor  nor  the  bill  of  lading  carrier  can 
be  ascertained  from  the  billing  or  shipment,  then  report  shall  be 
made  to  the  waybilling  station,  which  waybilling  station  shall  within 
•  twenty-four  hours  (Sundays  and  legal  holidays  excluded)  transmit 
the  report  to  the  consignor,  initial  carrier,  or  its  next  wavbiliin^ 
connection,  in  conformity  with  the  above.  Failure  to  comply  with 
Rules  85  to  90,  inclusive,  shall  render  the  carrier  guilty  of  negligence 
in  the  event  of  payment  of  a  claim  by  another  carrier  under  legal 
liability. 

These  five  rules,  relative  to  the  reporting  by  destination 
agent  of  freight  refused  or  unclaimed,  all  originated  with  a  view 
toward  putting  into  the  hands  of  the  shipper  prompt  informa- 
tion relative  to  the  non-delivery  of  his  freight,  and  are  not  based 
on  any  legal  requirements  incumbent  on  the  carrier. 

The  difficulty  generally  experienced  in  connection  with  this 
feature  is  due  to  the  apparent  disinclination  on  the  part  of  the 
consignee  to  furnish  the  destination  agent  promptly  on  receipt 
of  notification  card,  his  refusal  of  the  property.  This  is  a  mat- 
ter that  is  difficult  to  overcome.  An  agent  with  freight  on  hand 
dislikes  to  report  back  to  the  shipper  or  billing  agent  that  freight 
is  actually  refused  until  positive  information  has  been  given  to 
him  to  this  effect  by  the  consignee;  but  in  many  instances,  par- 
tiularly  with  semi-perishable  or  highly  seasonable  goods,  failure 
promtply  to  notify  the  shipper  of  non-delivery  works  a  definite 
hardship  on  him  and  not  infrequently  results  in  claims  being 
filed  for  damage  that  accrues  thereby.  Claims  of  this  nature 
frequently  lead  to  controversies  and  would  he  entirely  unneces- 
sary if  the  consignee  would  do  his  part  and  either  take  delivery 
or  furnish  definite  information  of  his  refusal  immediately  upon 
receipt  of  notice  of  arrival. 

Rule  100.  Handling  of  astray  freight.  When  freight,  less  than 
carload,  is  found  astray,  it  shall  be  immediately  forwarded  to  marked 


destination  on  a  regular  waybill,  giving  number  and  initial  of  car 
from  which  unloaded,  name  of  station  from  which  received,  if  known, 
and  weight  of  shipment,  freight  to  be  billed  free  astray.  Such  way- 
bill shall  bear  the  notation  "Astray  freight.  Delivery  only  on  presenta- 
tion of  original  bill  of  lading  or  other  proof  of  ownership."  If  unable 
to  deliver,  the  carrier  holding  the  astray  freight  shall  report  back 
without  delay  to  carrier  or  carriers  in  interest.  The  fact  of  astray 
being  in  possession  of  carrier  does  not  of  itself  locate  liability  for 
concealed  loss.  Unless  charges  have  been  prepaid,  the  terminal  car- 
rier shall  ascertain  the  Initial  point  of  shipment  and  collect  sufficient 
charges  to  protect  all  interested  carriers,  and  which  will  maintain  the 
integrity  of  the  lawfully  published  rates  and  charges. 

If  delivered  on  presentation  of  original  bill  of  lading  the  delivering 
agent  shall  immediately  report  the  facts  to  the  agent  issuing  the  bill 
of  lading,  and  request  such  agent  to  take  record  on  his  shipping  order 
or.  office  copy  of  billing  of  the  fact  that  such  astray  freight  delivery 
has  been  made  or  if  delivered  on  other  proof  of  ownership  deliver- 
ing agent  shall  make  reasonable  effort  to  determine  line  issuing  the 
bill  of  lading,  and  if  successful,  serve  similar  notice. 

Carriers  shall  accept  astray  freight,  even  though  it  does  not  bear 
full  name  of  the  consignee.  If  such  freight  bears  marks'  sufficient 
to  show  destination  it  must  be  accepted  and  forwarded  as  provided 
in  this  rule.  This  provision,  however,  shall  not  apply  to  shipments 
of  export  freight  found  astray  at  frontier  points  and  which  cannot  be 
forwarded  owing  to  customs  regulations. 

Any  carrier  failing  to  comr,-ly  with  the  provisions  of  this  rule 
shall  be  deemed  guilty  of  contributory  negligence. 

The  enforcement  of  that  portion  of  this  rule  concerning  de- 
livery of  astray  freight  to  marked  consignee  only  on  presenta- 
tion of  original  bill  of  lading  or  other  proof  of  ownership  on 
its  face,  would  seem  to  work  an  injustice  on  the  consignee,  in 
that  the  freight  having  reached  destination  without  revenue 
billing  is  ordinarily  a  defect  in  transportation  rather  than  any 
fault  of  the  shipper  or  consignee,  and  it  would  seem  plausible 
that  a  delivery  to  the  marked  consignee,  either  without  pay- 
ment of  freight  or  on  collection  of  some  arbitrary  amount,  would 
be  a  reasonable  practice. 

The  necessity  for  requiring  the  surrender  of  the  original 
bill  of  lading  or  other  proof  of  ownership  is  due  to  the  fact  that, 
unless  some  precaution  of  this  kind  is  taken,  the  destination 
agent  would  be  without  any  means  of  tracing  for  revenue  hilling 
to  originating  station,  and  there  would  also  be  the  opportunity 
of  delivering  freight  that  had  originally  checked  short  and  on 
which  a  claim  might  easily  have  previously  been  paid.  That 
this  danger  is  not  an  imaginary  one  is  easily  demonstrated  by 
the  fact  that  in  last  year's  claim  payments  the  largest  single 
item  was  that  for  the  loss  of  an  entire  package.  In  other  words, 
claim  prevention  bureaus  have  satisfied  themselves  that  one  of 
the  large  leaks  in  this  direction  is  the' indiscriminate  delivery 
of  astray  freight  to  marked  consignee  without  requiring  proof 
of  ownership — original  bill  of  lading  or  some  similar  evidence 
to  protect  the,  carrier,  first,  in  securing  revenue  billing  on  which 
to  collect  the  proper  freight  charge  and,  second,  information 
necessary  to  protect  it  against  the  delivery  of  freight  on  which 
claim  has  previously  been  adjusted. 

In  this  connection  it  is  surprising  how  many  packages  go 
astray  for  the  simple  reason  that  a  second-hand  package  is  used 
and  the  original  marks  not  obliterated.  Where  this  occurs  it  is, 
of  course,  natural  for  the  package  to  stray  back  to  the  point 
of  its  original  destination  on  the  marks  of  the  original  consignee, 
which  frequently  is  far  remote  from  the  point  to  which  the 
package  was  actually  billed. 

Rule  121.  Loss  of  liquids  by  damage  to  container.  When  leak- 
age of  li"uid,  other  than  import  oils,  develops  en  route,  carrier  handling 
the  shipment  at  the  time  leakage  is  detected  shall  stop  leak,  make 
necessary  repairs,  or  transfer  contents  and  ascertain  exact  weight. 
Failure  to  so  repair,  transfer  or  ascertain  exact  loss  by  weight,  shall 
render  carrier  or  carriers  at  fault  liable  for  loss.  This  rule  does  not 
apply  to  claim  for  an  amount  proratahle  under  Rule  110. 

This  rule  is  primarily  designed  to  locate  loss  by  leakage  of 
liquids  with  the  individual  carriers  handling  the  shipment  and 
contains  a  penalty  for  failure  to  recooper  a  package  discovered 
leaking  in  transit.  The  necessity  is  just  as  great,  however,  for 
consignee  receiving  a  leaky  package  at  destination  to  take 
proper  steps  to  ascertain  the  exact  loss  on  delivery  and  have  his 
freight  bill  so  noted,  in  order  that  there  may  he  no  controversy 
later  concerning  the  exact  amount  of  his  loss. 

Rule  160.  Claim  for  concealed  loss  or  damage  (Rule  5-j  and  1) 
which,  after  deducting  salvage  or  other  proper  credits,  does  not 
oxceed  $50,  shall  be  prorated  on  mileage  from  initial  point  to  destina- 
tion without  regard  to  seal  record  or  to  record  of  handling  at  inter- 
mediate points;  provided  the  investigation  discloses  a  lawful  basis  for 
payment  by  demonstrating  as  provided  in  Ruling  R-18  that  the  loss  or 
damage  did  not  occur  prior  to  delivery  to  or  after  delivery  by  carrier. 

Claim  for  loss  of  a  package,  loss  from  a  package  or  damage 
which,  after  deducting  salvage  or  other  proper  credits,  does  not 
exceed  $20.  and  is  not  provided  for  in  the  first  paragraph  of  this 
rule  shall  be  prorated  on  mileage  from  point  of  shipment  to  destina- 
tion, unless  the  record  of  checking  at  destination,  junction  or  break- 
bulk  point  locates  the  loss  or  damage,  in  which  event  claim  shall 
be  prorated  on  mileage  from  last  point  at  which  shipment  checked 
in  full  and  in  good  order  to  point  where  loss  or  damage  was  discovered. 
No  investigation  further  than  the  development  of  the  above  records 
of  checking  shall  be  permitted.  This  rule  will  apply  except  as  pro- 
vided in  Rules  132.  133,  160.  171,  174,  187  and  188  and  Ruling  R-18. 

R-18  concealed  loss  and  darnage.  Kffective  on  all  claims  on  ship- 
ments moving  on  and  after  August  18th.  1916,  a  prerequisite  to  the 
recognition  and  apnortlonmen*  between  «nrrier<  ft  dMms  for  rnnTjilcM I 
loss  or  concealed  damage,  other  than  those  recovered  by  legal  pro- 
cess, shall  he  the  complete  evidence  prescribed  in  the  Freight  Claim 
Division's  standard  forms  for  the  investigation  of  such  claims. 

While  the  prorate  provided  for  in  this  rule  as  between  car- 
riers is  of  no  particular  concern  to  the  shipper  or  receiver  of 
freight,  the  requirements  of  this  rule,  together  with  Ruling  R-18. 
indicate  the  necessity  of  supporting  a  claim  for  concealed  loss 


July  9,  1921 


THE    TRAFFIC     WORLD 


or  damage  with  the  standard  forms  required  and  which  have 
In  ,11  1 1  (-ii;  ni/i  il  as  a  reasonable  requirement  by  the  National 
Industrial  Tratlle  league.  and  I'urnisli  in  substance  a  record  of 
the  handling  between  the  shipper's  wan-house  and  the  railroad 
station  at  point  of  origin,  likewise  the  handling  at  destination 
ai'trr  having  been  removed  from  the  carrier's  hands,  as  the  rule 
indicates  these  standard  forms  must  support  the  claim  before 
the  paying  carrier  can  make  a  distribution  between  the  interested 
lines,  and  it  must,  theiefore.  necessarily  secure  such  supporting  . 
papers  from  the  claimant  before  adjustment  is  made. 

I  presume  it  is  not  exaggerating  to  any  great  extent  to  say 
that  this  class  of  claims  (concealed  loss  or  damage)  is  perhaps 
as  troublesome,  on  the  whole,  as  any  other  met  with  in  our  ad- 
justment work.  for.  while  it  is  anticipated  that  there  is  always 
opportunity  tor  the  pilferage  of  merchandise  and  the  recoopering 
ot  the  package  without  leaving  noticeable  evidence  behind,  there 
is  likewise  a  wide  field  for  errors  in  packing  or  unpacking,  as 
well  as  pilferage  before  and  after  the  package  reaches  or  leaves 
carriers'  hands,  and  to  the  writer  it  has  always  seemed  an  unfair 
burden  to  place  on  the  carrier  in  holding  him  alone  responsible 
for  differences  between  the  record  of  packing  at  point  of  origin 
and  the  record  of  consignee's  unpacking  at  final  destination, 
particularly  where  no  evidence  whatever  is  found  of  the  pack- 
age having  been  opened  in  transit.  Only  in  such  cases  can  a 
loss  be  property  termed  concealed.  While  the  steel  tape  or 
wire  straps  are  coming  into  more  general  use  in  the  protection 
of  merchandise  that  is  largely  subject  to  pilferage,  they  do  not 
necessarily  prevent  a  box  being  opened  and  freight  stolen  there- 
from. Still,  it  is  a  difficult  matter  to  tamper  with  such  a  pack- 
age without  leaving  clear  evidence  behind,  and  it  is  at  least  some 
satisfaction  in  paying  a  claim  for  pilferage  of  this  sort  to  feel 
that,  the  property  was  actually  lost  in  transit. 

Rule  230.  Handling  of  damage  shipments.  When  freight  re- 
ceived from  another  carrier  is  found  to  have  been  damaged  by 
wit  ok  or  otherwise,  necessitating  a  return  to  shippers  for  repairs, 
or  when  freight  checked  at  junction  points  in  damaged  condition 
and  allowed  to  go  to  destination,  is  refused  and  must  be  returned, 
no  charge  shall  l>o  made  for  the  rotum  movement:  provided,  return 
movement  is  made  by  the  same  route  as  when  forwarded,  and  pro- 
vision therefor  is  made  in  conformity  with  published  tariff,  reference 
to  original  billing  to  be  shown  on  return  billing.  A  carrier  responsible 
for  damaged  freight  is  also  responsible  for  freight  charges  to  destina- 
tion if  it  chooses  to  send  the  damaged  property  forward. 

This  rule  provides  a  practical  plan  for  getting  damaged 
property  back  into  the  hands  of  the  shipper  or  manufacturer, 
which  almost  invariably  permits  of  minimizing  the  damage.  Too 
frequently  we  meet  with  the  decision  of  consignee  to  have  noth- 
ing whatever  to  do  with  a  shipment  which  arrives  in  a  damaged 
condition,  and,  while  a  return  to  the  shipper  undoubtedly  results 
in  many  instances  in  considerable  inconvenience,  it  is  the  only 
solution,  so  far  as  the  carrier  is  concerned,  except  the  property 
be  taken  over  and  disposed  of  at  a  great  sacrifice. 

It  is  a  difficult  matter  to  convey  to  the  receivers  the  idea 
that  under  the  very  best  conditions  there  is  bound  to  be  some 
damage  to  freight  in  transit,  and  that  they  should  reasonably 
be  expected  to  co-operate  with  the  carrier,  where  such  damage 
does  occur,  in  minimizing  the  carrier's  loss  in  connection  there- 
with by  arranging  with  the  shipper  to  have  the  damaged  prop- 
erty returned  and  repaired,  where  this  action  is  possible. 

R-l.  Astray  freight  (recommendatory  only) — To  secure  prompt 
disposition  of  astray  freight,  p-ackage  freight  should,  as  far  as  practic- 
able, be  branded  at  initial  point  with  cushion  rubber  stamp,  showing 
name  of  road,  name  or  number  of  station  at  which  loaded,  and  date 
of  loading. 

This  recommendatory  practice,  designed  to  expedite  placing 
astray  freight  in  its  proper  channel,  would  be  unnecessary  if 
every  piece  of  freight  that  it  is  possible  to  mark  bore  the  name 
of  the  shipper  and  his  location  In  the  shape  of  a  stencil  or  other- 
wise. There  has,  in  the  last  few  years,  been  adopted  by  many 
shippers  the  practice  of  placing  a  slip  showing  their  names  and 
addresses  inside  the  package,  which  has  undoubtedly  resulted 
in  a  great  many  packages  being  forwarded  to  correct  destina- 
tion, which  otherwise  might  never  have  been  received. 

'  R-7.  Leaky  roof  cars.  Any  member  having  knowledge  of  a  leaky 
car  shall  immediately  report  it  to  the  officer  in  charge  of  the  operat- 
ing department  of  the  road  he  represents,  that  steps  may  he  taken 
to  remedy  such  defects  at  once,  regardless  of  whether  said  car  is  a 
system  or  foreign  car,  as  contemplated  by  M.  C.  B.  Rule  1. 

This  is  a  ruling  that  might  well  be  adopted  by  every  receiver 
of  freight  subject  to  damage  account  of  defective  equipment; 
for  a  while,  perhaps,  few  receivers  of  freight  are  familiar  with 
the  names  of  the  officers  in  charge  of  freight  car  equipment  and 
their  location,  of  the  hundreds  of  rail  lines  owning  box  cars 
in  this  country,  still  the  receiver  located  on  any  one  line  cer- 
tainly is  acquainted  with  the  personnel  of  the  officers  of  that 
particular  company,  and  a  letter  addressed  to  the  master  car 
builder,  calling  his  attention  to  leaky  roof  or  any  other  defect 
that  has  resulted  in  damage  to  freight  received,  giving  car  num- 
ber and  initials,  would  be  acted  on  and  the  information  trans- 
mitted to  the  owner  line,  or  steps  taken  to  remedy  the  defect 
on  his  own  rails. 
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LOSS  OF  OR   INJURY  TO  GOODS 

Liability   of  Carrier  for   Loss  of  Grain: 

(Supreme  Court  of  Nebraska.)  A  railroad  company  is  liable 
for  loss  of  grain  shipped  over  its  road,  and  the  proof  of  loss 
makes  a  prima  facie  case  against  the  company,  by  reason  of 
the  presumption  that  the  loss  resulted  from  some  cause  other 
than  one  which  would  exempt  the  company  from  liability;  but 
the  company  is  not  liable  for  the  natural  shrinkage  in  weight 
of  grain  during  shipment,  due  to  its  drying  and  losing  a  per- 
centage of  its  moisture  content. — Nye-Schneider-Fowler  Co.  vs. 
Chicago  &  N.  W.  Ry.  Co.,  182  N.  W.  Kept.  967. 

The  burden  of  proving  the  extent  of  loss  of  grain  from  the 
car  during  shipment  is  upon  the  shipper  and  does  not  shift  to 
the  railroad  company. — Ibid. 

Proof  of  weights  of  grain  before  and  after  shipment,  when 
shown  to  have  been  carefully  made  and  with  proper  apparatus, 
is  presumptively  correct,  but,  where  the  railroad  company  In- 
troduces evidence  of  mistakes,  or  other  evidence  tending  to 
impeach  the  accuracy  or  reliability  of  the  weights,  or  of  the 
record  of  the  weights  made,  the  question  of  the  correctness  of 
the  weights  is  for  the  jury  and  is  a  fact  which  the  shipper  must 
prove  by  a  preponderance  of  the  evidence. — Ibid. 

Where  evidence  is  introduced  to  show  that  grain  will  shrink 
in  weight  during  shipment,  owing  to  loss  of  moisture  content, 
it  at  once  appears  that  the  mere  discrepancy  in  weight  before 
and  after  shipiment  cannot  be  relied  on  alone  to  prove  the 
actual  loss  of  grain  from  the  car,  and  the  burden,  therefore,  of 
proving  such  shrinkage,  or  the  reasonable  limit  of  such  shrink- 
age, and  of  making  allowance  therefor,  is  upon  the  shipper. — 
Ibid. 

Instructions   on   the   burden   of   proof   in   such   cases   exam- 
ined, and  held  erroneous. — Ibid. 
Liability  of  Carrier  Attaches  Only  After  Acceptance  and  Receipt 

of  Freight  for  Shipment: 

.(Supreme  Court  of  North  Carolina.)  The  liability  of  a  com- 
mon carrier  of  goods  as  carrier  attaches  only  after  acceptance 
and  receipt  of  freight  by  it  for  shipment,  hence  the  mere  piling 
of  lumber  beside  the  tracks  and  the  acceptance  by  the  carrier's 
agent  of  an  order  for  a  car,  it  appearing  that  it  was  the  custom 
to  load  the  car  and  turn  it  over  to  the  agent,  will  not  establish 
the  relation  of  carrier  and  shipper  so  as  to  render  the  carrier 
liable  for  destruction  of  the  lumber,  particularly  where  the 
shipper  testified  that  he  could  have  removed  the  lumber  at  any 
time. — Charles  A.  Brown  &  Bro.  vs.  Payne,  Director-General  on 
Railroads,  et  al.,  107  S.  E.  Rept.  310. 

Provision  Limiting  Time  for  Suit  Must  Be  Complied  with: 

(Court  of  Appeals  of  Georgia,  Div.  No.  2.)  A  provision  of  a 
contract  of  shipment,  requiring  suit  for  any  injury  to  the  live 
stock  transported  to  be  brought  within  six  months,  must  be  com- 
plied with  when  no  act  or  conduct  of  the  carrier  obviates  the 
necessity  of  compliance.— Golden  Live  Stock  Co.  vs.  Hines,  Di- 
rector-General, 107  S.  E.  Rept.  361. 

DELAY  IN  TRANSPORTATION  OR  DELIVERY 

Evidence  Insufficient  to  Show  Negligent  Delay  on  Part  of  Carrier: 
(Court  of  Civil  Appeals  of  Texas,  Fort  Worth.)  In  an  action 
for  damages  to  a  shipment  of  meal,  evidence  held,  in  view  of  war 
conditions,  insufficient  to  show  negligent  delay  so  as  to  render 
the  carrier  liable  for  its  becoming  heated. — Hines,  Director- 
General,  et  al.  vs.  First  Guaranty  State  Bank  of  Aubrey,  230 
S.  W.  Rept  764. 

A  carrier  is  not  liable  for  injury  to  a  shipment  of  meal  be- 
cause of  the  inherent  vice  of  the  article,  which  became  heated 
merely  as  a  result  of  transportation. — Ibid. 

Evidence  held  insufficient  to  show  negligence  on  the  part 
of  a  carrier  in  preserving  meal  after  it  arrived  at  point  of 
destination  in  a  heated  condition,  but,  on  the  contrary,  to  tend 
to  show  the  utmost  care  on  part  of  the  carrier. — Ibid. 

TRANSPORTATION   AND   DELIVERY   BY  CARRIER 
Rule    Requiring    Loading    Within    24    Hours     Held      Inapplicable 
Where  Car  Was  Furnished  Prior  to  Desired  Time  and  With- 
drawn  on   Day  for   Loading: 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  rule  of  the 
railroad  during  the  war  that  shipper  must  load  cars  within  24 
hours  had  no  application  in  an  action  for  damages  for  failure 
to  furnish  a  car  on  Tuesday,  in  compliance  with  an  order  for  a 
car  to  be  set  in  at  a  station  to  be  coopered  on  Monday  and  loaded 
the  day  following,  and  agreement  to  do  so,  it  appearing  that  the 
car  was  placed  the  previous  Saturday  and,  after  being  coopered 
by  plaintiff  on  Monday,  was  withdrawn  on  Tuesday,  the  day  on 
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which  the  shipper  ordered  it  for  loading  and  when  he  was  ready 
to  do  so.— Bartlett  vs.  Missouri  Pac.  R.  Co.,  230  S.  W.  Kept.  660. 

CARRIAGE  OF  LIVE  STOCK 

Liability  and  Measure  of  Damage  for  Delay  to  Shipment  of  Live 
Stock: 

(Supreme  Court  of  Montana.)  In  an  action  against  a  rail- 
road for  damages  to  a  shipment  of  live  stock  from  delay  in  trans- 
portation, testimony  explaining  what  is  meant  by  a  "stock  run" 
claimed  to  have  been  promised  plaintiff  by  defendant's  agent, 
held  admissible  to  assist  the  jury  in  determining  whether  the 
shipment  under  all  the  circumstances  had  been  transported  with 
reasonable  diligence  and  dispatch,  not  having  been  admitted  to 
prove  an  element  not  contained  in  the  contract. — Rice  vs.  Chi- 
cago, M.  &  St.  P.  Ry.  Co.,  197  Pacific  Rept.  999. 

In  an  action  for  damages  to  a  shipment  of  live  stock  from 
delay  in  transportation,  instruction  that,  if  the  jury  found  for 
plaintiff,  the  measure  of  damages  was  the  difference,  if  any, 
between  the  fair,  reasonable  market  value  of  the  sheep  delivered 
at  destination  without  the  negligent  delay,  and  their  fair  and 
reasonable  market  value  at  the  time  of  delivery  at  destination 
in  the  condition  in  which  they  were  delivered,  held  to  correctly 
state  the  measure  of  damages  as  applied  to  the  facts  disclosed 
in  proof. — Ibid. 

In  an  action  on  an  assigned  claim  for  damages  to  a  shipment 
of  live  stock  through  delay  in  transportation,  variance  between 
the  complaint,  alleging  the  shipper  assigned  the  claim  for  valu- 
able consideration  to  plaintiff,  and  proof,  showing  the  assign- 
ment was  merely  for  collection,  and  that  the  shipper  retained 
his  beneficial  interest,  held  immaterial,  and  not  amounting  to  a 
failure  of  proof. — Ibid. 

(Court  of  Civil  Appeals  of  Texas,  Austin.)  Unreasonable 
delay  in  unloading  the  cattle  at  the  point  of  destination  held 
for  the  jury.— Galveston,  H.  &  S.  A.  Ry.  Co.  vs.  Buck  et  al.,  230 
S.  W.  Rept.  891. 

In  stock  shipper's  action  against  railway  for  damages  to 
cattle  shipped,  whether  the  railway  in  the  exercise  of  ordinary 
care  should  have  given  the  shipper  information  as  to  the  probable 
congestion  and  inability  to  handle  the  cattle  promptly  at  the 
point  of  destination,  upon  which  he  might  not  have  made  the 
shipment  at  all,  or  might  have  unloaded  his  cattle  in  transit 
for  food  and  water,  held  for  the  jury — Ibid. 

Where  the  shipper  proves  an  unreasonable  delay,  resulting 
in  loss  or  injury  to  his  property,  which  the  carrier  seeks  to  ex- 
cuse by  showing  the  existence  of  unusual  conditions,  it  must 
assume  the  burden  of  pleading  and  proving  the  validity  of  the 
excuse. — Ibid. 

Where,  by  the  exercise  of  ordinary  care  by  the  carrier,  notice 
could  have  been  brought  home  to  the  shipper  of  unusual  con- 
ditions making  loss  from  delay  probable,  thereby  affording  the 
shipper  an  opportunity  to  protect  himself  by  not  shipping  at 
all  or  by  otherwise  dealing  with  such  conditions,  the  existence 
of  the  conditions  constitutes  no  defense  to  the  carrier  for  the 
delay,  where  no  such  notice  has  been  given. — Ibid. 

The  issue  of  failure  of  the  caretakers  to  properly  look  afer 
cattle  shipped  was  not  raised  where,  though  the  railway  pleaded 
specially  the  stipulations  of  the  shipping  contract  obligating  the 
shipper  to  attend  and  take  care  of  his  cattle,  there  was  no  alle- 
gation of  breach  of  this  condition,  nor  any  charge  of  contributory 
negligence  in  this  respect. — Ibid. 

In  shipper's  action  for  damages  to  cattle  shipped,  where  the 
railway's  right  to  have  the  jury  exclude  from  the  amount  of 
damages  found  the  usual  and  ordinary  losses  from  shipment  or 
those  resulting  from  the  condition  of  the  cattle  was  safeguarded 
by  the  general  charge,  the  carrier  was  not  entitled  further  to  a 
specific  instruction,  which  required  the  jury  to  find  no  damages 
whatever  if  they  should  believe  that -the  injuries  to  the  cattle 
were  caused  in  part  by  impoverished  condition  of  the  cattle,  un- 
less they  could  separate  such  damages  from  those  accruing  from 
the  negligence  of  the  carrier,  for  in  such  a  case  the  jury  were 
not  required  to  be  able  to  "separate"  damages  caused  by  neg- 
ligence from  those  resulting  from  other  causes,  as  that  term 
would  ordinarily  be  understood  by  a  jury,  so  that  the  requested 
instruction  was  incorrect  and  misleading. — Ibid. 

A  carrier  is  not  relieved  from  liability  for  loss  to  cattle  shipped 
caused  by  negligence  or  unreasonable  delay  by  the  fact  that 
their  impoverished  or  bad  condition  may  have  contributed  to 
their  death  or  injury,  but,  if  guilty  of  negligence  or  unreasonable 
delay  which  proximately  resulted  in  injury,  the  carrier  is  liable, 
though  the  results  may  have  been  more  disastrous  than  would 
have  been  the  case  had  the  cattle  been  in  good  condition. — Ibid. 

ARKANSAS  EXPRESS  RATES 

An  investigation  of  intrastate  express  rates  in  Arkansas, 
on  petition  of  the  American  Railway  Express  Company,  has  been 
ordered  by  the  Commission  in  No.  12891,  in  the  matter  of  intra- 
state rates  of  the  American  Railway  Express  Company  between 
points  in  the  state  of  Arkansas.  The  Arkansas  Railroad  Com- 
mission refused  the  express  company  permission  to  apply  to 
intrastate  traffic  the  percentage  increases  authorized  by  the 
Commission  on  interstate  traffic.  The  case  will  be  assigned  for 
hearing  later. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION  OF  COMMON   CARRIERS. 
Liability  of  Shipper  for  Undercharges: 

(Supreme  Court  of  Oregon.)  Under  Act  Cong.  Feb.  4,  1887, 
6,  as  amended  by  Acts  March  2,  1889,  1,  and  June  29,  1906,  2 
(U.  S.  Comp.  St.  8569),  all  patrons  of  a  common  carrier  are 
bound  by  the  rates  in  effect  at  the  time  an  interstate  shipment 
is  made.— Oregon-Washington  R.  &  Nav.  Co.  vs.  Cascade  Con- 
tract Co.,  197  Pac.  Rept.  1085. 

Defendant  shipper  was  bound  to  know  the  existing  tariff 
of  a  railroad  company,  being  charged  with  knowledge  that  the 
railroad  could  not  charge  less  than  or  more  than  or  any  rate  dif- 
ferent from  that  prescribed  in  the  current  schedule;  and,  having 
paid  the  rate  in  force  at  the  particular  time,  the  shipper  is  bound 
thereby,  and  can  not  counterclaim  as  for  an  overcharge  when 
sued  for  unpaid  balances  of  freight. — Ibid. 
Shipper  May  Not  Counterclaim  for  Sideboards  When  Sued  for 

Balance  of  Freight  Charges: 

A  shipper's  charges  against  the  railroad  for  lumber  fur- 
nished for  sideboards  in  transporting  the  shipment  did  not  con- 
stitute a  proper  counterclaim  in  favor  of  the  shipper,  when  sued 
for  an  unpaid  balance  of  freight,  because  it  was  not  specified 
in  the  schedule  of  rates  which  the  railroad  had  filed.— Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 

System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Consignee    Held    Not    Liable   to   Shipper   for   Lighterage   Charges 

On  Failure  to   Furnish   Docking   Facilities: 

(Supreme  Court,  Appellate  Division,  First  Department).  A 
bill  of  lading  provided  that  the  goods  should  be  taken  from  the 
ship  by  the  consignee  immediately  it  was  ready  to  discharge,  or 
transhipped  into  lighters  at  the  expense  of  the  consignee.  On 
arrival  in  the  port,  the  ship  gave  notice  that  it  was  ready  to 
discharge  the  cargo,  and  on  failure  of  the  consignee  to  provide  a 
berth,  arranged  to  have  lighters  brought  alongside,  into  which 
the  cargo  was  discharged.  Held,  the  ship  having  given  notice  in 
regard  to  lightering  very  shortly  after  the  vessel  anchored,  when 
it  was  impossible  to  know  how  long  it  would  have  to  wait  for  a 
berth,  and  having  made  only  a  routine  effort  to  obtain  docking 
facilities,  consignee  was  not  liable  for  the  added  cost  of  dis- 
charging the  cargo.— Gottesman  et  al.  vs.  Furness,  Withy  &  Co., 
Limited,  188  N.  Y.  S.  377. 
Provision  in  Bill  of  Lading  as  to  Lighterage  Charges  Held  to 

Relate  to   Failure  to  Accept  Goods   Ready  for  Discharge  at 

Dock: 

A  provision  in  a  bill  of  lading  that  if  the  consignee,  imme- 
diately the  vessel  was  ready  to  discharge,  failed  to  take  the 
goods  from  the  ship,  the  should  be  transshipped  into  lighters  at 
consignee's  expense,  held  to  relate  merely  to  the  consignee's 
failure  to  accept  goods  the  vessel  was  ready  to  discharge  in 
the  proper  way  and  at  the  proper  place,  which,  because  of  the 
physical  facts  and  the  custom  of  the  port,  was  at  a  dock. — Ibid. 
One  Hiring  Lighter  to  Another  for  Transportation  of  Cotton  Not 

Liable  as  Carrier: 

(District  Court,  S.  D.  New  York.)  In  a  suit  for  breach  of 
an  alleged  contract  to  transport  cotton  in  New  York  Harbor, 
where  every  allegation  of  the  libel  except  the  jurisdictional  one 
was  denied,  it  is  immaterial  that  a  defense,  which  respondent's 
pleading  is  wide  enough  to  cover,  was  not  thought  of  when  re- 
spondent pleaded.— Bashinsky  Cotton  Co.  versus  Sunset  Light- 
erage Corporation  et  al.,  272  Fed.  Rept.  120. 

The  undisclosed  principal  of  agents  making  a  contract  for 
the  use  of  a  lighter  in  transporting  cotton  may  adopt  the  con- 
tract and  sue  thereon/ — Ibid. 

In  a  suit  in  admiralty  for  breach  of  an  alleged  contract 
transport  cotton,  the  libelant  was  bound  to  prove  by  a  fair  pre- 
ponderance of  the  evidence  that  defendant  intended  to  do  some- 
thing necessarily  imposing  upon  it  the  liability  of  a  carrier.— 
Ibid. 

Where  defendant  hired  a  lighter  to  plaintiff  at  a  spe< 
price  per  day  for  the  purpose  of  transporting  plaintiff's  own  cot- 
ton at  its  own  charges,  defendant  was  not  responsible  for  t 
cotton  as  carrier. — Ibid. 
Charter  Demise  Carries   Implied  Warranty  of  Seaworthiness: 

(District  Court,  S.  D.   New  York).     Where  the  owner  of  : 
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ship's  cargo  of  colice  in  l>;ig.s  applied  to  u  ilrni  of  brokers  for 
bargi'H  on  which  lo  <lisrliari;f  a  part  of  the  carRO,  there  was  an 
iinplird  wan;uii\  Ly  ll;c  l.nikcrH  not  disclosing  that  they  were 
ai  ling  as  such,  that  each  of  the  barges  furnished  was  seaworthy 
and  fit  to  sustain  and  carry  ihc  u.  nin  usual  for  boats  of  her 
size  and  kind.  Tin-  JunKshoved,  272  Fed.  Kept.  122. 

I'm!,  i  ;ui  oral  ill •inicr  ol  a  bar^f  for  a  specified  use,  there  is 
an  iinpliid  warranty  lhai  she  is  seaworthy  and  fit  for  the  in- 
tended use  except  I'oi-  palent  ileleets.  Ibid. 

A  brokerage  firm  which  was  also  the  owner  of  barges,  which 
chartered  three  barges  to  libelant  tor  use  in  discharging  a  ship, 
held  liable  for  a  loss  caused  by  the  unseaworthiness  of  one  of 
the  barges,  though  it  was  not  the  owner  of  that  barge  but  let  it 
as  agent  for  the  owner,  where  libelant  was  not  notified  of  the 
fact  that  the  lessors  were  acting  as  brokers. — Ibid. 

In  a  suit  in  rein  against  a  vessel  under  charter  for  failure 
to  deliver  cargo,  which  was  lost  by  the  sinking  of  an  unsea- 
worlhy  liaiue  hired  by  the  charterer  for  use  in  discharging  the 
ship,  the  eliaiiirer  held  entitled  to  bring  in  both  the  broker 
from  whom  it  hired  the  barge  and  its  undisclosed  owner,  for 
whom  the  broker  acted  as  agent,  and  to  a  joint  and  several 
decree  against  both  for  breach  of  the  implied  warranty  of  sea- 
worthiness of  the  barge;  for  the  doctrine  of  election  is  not  ap- 
plicable, as  the  wrong  sounds  In  tort  as  much  as  in  contract. 
Ibid. 

"Carriage"  includes  ability  to  lift  a  cargo  and  hold  it 
afloat,  and  does  not  necessarily  involve  any  translation  of  the 
vessel  from  one  place  to  another. — Ibid. 


REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bitrcai* 

The  number  of  cars  of  revenue  freight  loaded  in  the  week 
ended  June  25  was  775,061,  a  decrease  of  5,680  cars  as  compared 
with  the  preceding  week,  and  a  decrease  of  13,936  cars  as  com- 
pared with  the  week  ended  June  11,  when  the  total  was  788,- 
997  cars,  according  to  compilations  from  carriers'  reports  com- 
pleted July  6  by  the  car  service  division  of  the  American  Rail- 
way Association. 

In  the  weeks  of  1920  and  1919  corresponding  with  that  ended 
June  25  the  loadings  totaled  911,503  and  845,684,  respectively. 

In  the  week  ended  June  25,  as  compared  with  the  week 
preceding,  there  was  a  decline  in  the  number  of  cars  of  grain 
and  grain  products  from  40,994  to  38,821;  a  decline  in  live  stock 
loading  from  28,541  cars  to  28,229  cars;  a  decline  in  coal  load- 

POSITIONS  WANTED  OR  OPEN~ 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANC 
«nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  Retttnj?  U" 
•nen  and  the  positions  In  touch  with  each  other.  The  rates  for 
•"lasslfled  advertisements  ars  as  follows:  First  Insertion,  |1.90  pei 
Ine:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  50c:  I'1 
words  to  the  line:  numbers  and  abbreviations  counted  as  woid« 
J  point  type:  payable  in  advance.  Answers  to  keyed  advertisement* 
forwarded  frpe  and  all  correspondence  held  In  strict  confidence.  Th» 
TRAFFIC  WORT.n.  41X  South  Market  Street.  Chicago.  Til 

TRAFFIC  MANAGERS  WANTED— A  National  organization  will 
npi-n  branch  offices  in  leading  trafllc  centers  located  in  C.  F.  A.  Ter- 
ritory. State  age  and  experience.  All  correspondence  held  in  strict 
c-onfldc-nce.  Mr.  Goelz.  401  Clinton  Bldg..  Columbus.  Ohio. 

TARIFFS  —  CLASSIFICATIONS  —  EXCEPTIONS  WANTED— All 
kinds,  particularly  I/  land's.  Davis'.  Ki'lly's,  Speiden's,  etc.  Interstate 
Tr.-ifric  Co..  IXl-l'A  Main  St..  Dallas.  Texas. 

FOR  SALE — Several  carloads  of  first-class  No.  1  oak,  6x8-8  feet, 
railroad  crossties  for  immediate  shipment.  L.  E.  Pearson,  Edwards- 
hure1.  Mlrh. 

Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Id  you  be  able  to  save  more  money  in  shipping?—  to  reap 
8ifeaj<rr  benefit    from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  UD  in 
domestic  and  foreign  traffic?     Then  investigate  the  LaSalle  Problem 
Method  of !  home-study  in  Interstate  Commerce  and  Industrial  and 
KaHway  Traffic  Management.    Find  out  how  thin  course  can  assist 
to  better   knowledge  of  traffic  management   by  giving  you 
penence  of  more  than  70  of  America's  well  known  author- 
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Department  795-TA      CHICAGO,  ILLINOIS 
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Ing  from  157,243  cars  to  156,999  cars;  a  decline  In  coke  load- 
Ing  from  5,102  cars  to  4,467  cars;  a  decline  In  loading  of  forest 
products  from  50,472  cars  to  49,427  cars;  an  Increase  In  ore  load- 
Ing  from  28,886  cars  to  28,921  cars;  an  Increase  in  loading  of 
merchandise,  1.  c.  1.,  from  215,622  cars  to  216,678  cars;  a  de- 
crease In  miscellaneous  loading  from  253,901  cars  to  252,429  earn. 

Loading  by  districts,  In  the  week  ended  June  25  and  In  the 
corresponding  week  of  1920,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  6,989  and  6,400; 
live  stock,  2,963  and  3,022;  coal,  41,250  and  56,754;  coke,  901 
and  2,997;  forest  products,  5,151  and  8,630;  ore,  1,783  and  7,919; 
merchandise,  1.  c.  1.,  57,497  and  24,803;  miscellaneous,  70,947  and 
113,357;  total,  1921,  186,481;  1920,  223,782;  1919,  211,554. 

Allegheny  district:  Grain  and  grain  products,  2,516  and 
2,196;  live  stock,  3,064  and  3,100;  coal,  47,390  and  56,082;  coke, 
2,309  and  6,295;  forest  products,  2,905  and  3,377;  ore,  6,873  and 
9,791;  merchandise,  1.  c.  1.,  43,804  and  36,422;  miscellaneous,  51,- 
485  and  65,136;  total,  1921,  160,346;  1920,  182,399;  1919,  176,- 
137. 

Pocahontas  district:  Grain  and  grain  products,  141  and  129; 
live  stock,  148  and  162;  coal,  25,357  and  21,284;  coke,  24  and 
586;  forest  products;  1,288  and  1,905;  ore,  23  and  193;  merchan- 
dise, 1.  c.  1.,  2,654  and  123;  miscellaneous,  5,227  and  9,481;  total, 
1921,  34,862;  1920,  33,863;  1919,  37,207. 

Southern  district:  Grain  and  grain  products,  2,959  and 
2,900;  live  stock,  2,207  and  2,312;  coal,  20,126  and  24,653;  coke, 
443  and  195;  forest  products,  14,294  and  16,172;  ore,  553  and 
3,341;  merchandise,  1.  c.  1.,  37,720  and  25,748;  miscellaneous,  34,- 
058  and  48,780;  total,  1921,  112,360;  1920,  124,101;  1919,  116,272. 

Northwestern  district:  Grain  and  grain  products,  11,159  and 
9,935;  live  stock,  7,841  and  7,477;  coal,  5,373  and  9,272;  coke, 
583  and  1,259;  forest  products,  14,352  and  17,673;  ore,  18,317 
and  46,626;  merchandise,  1.  c.  1.,  28,075  and  22,092;  miscellaneous, 
32,217  and  43,822;  total,  1921,  117,917;  1920,  158,156;  1919,  150,- 
979. 

Central  Western  district:  Grain  and  grain  products,  11,260 
and  9,167;  live  stock,  9,710  and  10,023;  coal,  13,529  and  21,552; 
coke,  160  and  436;  forest  products,  5,218  and  5,920;  ore,  566  and 
5,069;  merchandise,  1.  c.  1.,  30,473  and  33,125;  miscellaneous,  35,- 
827  and  42,593;  total,  1921,  106,743;  1920,  127,885;  1919,  102,- 
092. 

Southwestern  district:  Grain  and  grain  products,  4,797  and 
3,941;  live  stock,  2,296  and  2,678;  coal,  3,974  and  5,902;  coke, 
137  and  114;  forest  products,  6,219  and  7,092;  ore,  806  and  736; 
merchandise,  1.  c.  1.,  15,455  and  16,631;  miscellaneous,  22,668  and 
24,223;  total,  1921,  56,352;  1920,  61,317;  1919,  51,443. 

Total,  all  roads:  Grain  and  grain  products,  38,821  and  34,- 
668;  live  stock,  28,229  and  28,774;  coal,  156,999  and  195,499;  coke, 
4,557  and  11,882;  forest  products,  49,427  and  60,669;  ore,  28,921 
and  73,675;  merchandise,  I.  c.  1.,  215,678  and  158,944;  miscellane- 
ous, 252,429  and  347,392;  total,  1921,  775,061;  1920,  911,503;  1919, 
845,684. 

L,.  c.  1.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  1.  c.  1.  freight 
and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous  fig- 
ures to  get  a  fair  comparison. 

In  the  first  Quarter  of  the  current  year,  according  to  figures 
promulgated  by  the  Commission  July  5,  the  class  I  roads,  with 


ROUTE  YOUR  CARGO  VIA 


MOBILE  r  GULFPORT  r  PENSACOLA 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Point* 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL  AND  MANCHESTER:  S.  S.  "CLAVARACK"—  In  port  loading: 
S.  S.  "AFOUNDRIA"  or  Sub.—  Due  about  July  15th:  S.  S.  "SEEKONK"  or 
Sub.  —  Due  about  August  20th. 

HAMBURG  AND  BREMEN:  S.  S.  "EASTERN  SUN"—  Due  Mobile  about 
July  8th.  S.  S.  "COAHOMA  COUNTY"  or  Sub.—  Due  Mobile  about  July  25th: 
A-  1  Steamer  —  Due  middle  August. 

BRISTOL  AND  CARDIFF:  S.  S.  "WALL  KILL"—  DM  Mobile  about  July  7th: 
S.  S.  "NESCO"—  Due  late  August,  early  September:  A-  1  Steamer—  Late  July,  early 
August. 

GLASGOW:    A-l    Steamer—  Late  July. 

LONDON  AND   EMDEN.  GERMANY:  S.  S.  "ANNISTON"—  Loading  at  Mobile. 

LONDON  AND  EAST  COAST  OF  ENGLAND:  S.  S.  "MAIDEN  CREEK"  or 
Sub.—  Due  Mobile  last  half  July. 

Waterman  Steamship  Corporation. 

Our  Service  Backed  by  18  YeaiV  Experience 


Old  South  Bldg  Boston. 
Ellicott  Square  Buffalo. 


TRANS -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsohdators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 
Time,   Trouble  and   Money.     Don't  hesitate— Investigate— Write  for  particulars. 
General  Offices:    Chicago,  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  Bld». 

Philadelphia.  Drezel  Bldg.  Los  Angeles,  Van  Nuys  Bldg. 

,«annat..  Union  Trust  Bldg.  San  Francisco.  Monadnock  Bldg.  Por,,and.  Ore..  ,3th  and  Kearney  St.. 


Cleveland,  Hippodrome  Bldg. 


Seattle,  Alaska  Bldg. 


Write  Ihe  Nearest  Office. 
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a  mileage  of  234,917,  reported  a  total  of  revenue  freight  loading 
of  401,818,363  tons.  Of  that  amount,  217,967,619  originated  on 
the  rails  of  the  reporting  carriers.  The  remainder  they  received 
from  their  connections. 

In  that  quarter  the  carloads  of  revenue  freight  originating 
on  the  rails  of  the  reporting  carriers  numbered  6,224,990  and 
the  total,  11,731,274.  The  less-than-carload  freight  originating 
on  the  rails  of  the  reporting  carriers  numbered  9,846,171  tons 
and  the  total  was  15,863,319.  The  grand  total  of  carload  revenue 
freight,  in  tons,  originating  on  the  rails  of  the  reporting  roads 
was  208,121,448  and  the  grand  total  385,955,044  tons. 

The  products  of  agriculture  totaled  53,102,921  tons;  products 
of  animals,  9,835,151;  products  of  mines,  205,296,128;  products 
of  forests,  38,439,375,  and  manufactures  and  miscellaneous,  78,- 
261,469. 


RAILWAY  REVENUE 

The  Traffic  Wctld   Washington  Bureau 

With  reports  on  May  revenues  and  expenses  from  all  class 
I  roads  with  the  exception  of  the  Pittsburgh  &  Shawmut,  com- 
pilations made  by  the  Bureau  of  Railway  Economics,  July  7, 
showed  a  net  railway  operating  income  for  that  month  of  $37,- 
246,000,  or  a  return  of  2.4  per  cent  on  an  annual  basis  on  the 
Commission's  valuation  of  $18,900,000,  adjusted  for  class  I  roads. 
In  May,  1920,  there  was  a  deficit  of  $5,519,000.  The  net  oper- 
ating income  for  April,  1921,  was  $29,248,874. 

Operating  revenues  totaled  $444,566,000  in  May,  as  compared 
with  $457,306,000  in  May,  1920,  a  decrease  of  2.8  per  cent.  Ex- 
penses totaled  $379,715,000,  as  compared  with  $437,636,000  in 
May,  1920,  a  decrease  of  13.2  per  cent. 

From  September  1,  1920,  to  May  31,  1921,  the  class  I  roads 
earned  a  net  return  of  2.4  per  cent  on  an  annual  basis,  while 
in  the  five  months  from  January  1  to  May  31,  1921,  the  return 
was  only  1.4  per  cent.  Deficits  in  January  and  February  brought 
the  average  for  the  five  months  down. 

CAR  SUPPLY  SUMMARY 

The  Traffic  World   Washington  Bureau 

In  a  summary  of  general  conditions  as  of  June  28,  W.  L. 
Barnes,  executive  manager  of  the  car  service  division  of  the 
American  Railway  Association,  said: 

Box  Cars — The  supply  of  box  cars  in  excess  of  requirements  con- 
tinues to  decrease.  This  is  largely  influenced  by  a  brisk  demand  for 
grain  cars  in  the  west.  Special  attention  must  be  given  to  keeping 
Class  A  box  cars  out  of  rough  freight  service,  as  the  demand  is  in- 
creasing rapidly  for  cars  suitable  for  grain,  flour,  cement,  sugar,  etc. 
It  is  very  important  to  continue  returning  promptly  to  home  roads 
cars  belonging  to  grain  loading  lines. 

Auto    Cars — Some    improvement    in    the    demand    for    aiitomobu 
equipment.     Cars   of   this   t^pe   should   be   worked   home   or   disposed 
of  to  loading  territory  as  requirements   may   necessitate. 

Ventilated  Box  Cars — Heavy  loading  of  perishable  products  con- 
tinues in  the  South.  Extremely  important  that  ventilated  cars  be 
returned  promptly  to  the  owners,  and  not  used  for  dead  freight  ex- 
cept in  the  direction  of  the  empty  movement. 

Stock  Cars — Supply  of  stock  cars  continues  in  excess  of  require- 
ments. 

Refrigerator  Cars — The  refrigerator  situation  has  very  materially 
tightened  up,  and  while  there  is  no  actual  shortage  as  yet,  a  great 
many  lines  are  working  from  hand  to  mouth.  There  is  an  abnormal 
number  of  refrigerators  in  bad  order,  and  we  cannot  too  strongly 
urge  that  railroads  make  special  efforts  to  repair  refrigerators  and 
get  them  in  shape  for  perishable  loading.  We  are  in  the. midst  of  the 
Georgia  peach  movement,  the  southwestern  peach  crop  is  just  com- 
ing on,  and  California  is  calling  for  assistance  to  move  the  cantaloupe 
and  other  crops. 

Open  Top  Cars — For  past  few  weeks  production  of  bituminous  coal 
has  averaged  a  little  less  than  8,000,000  tons  per  week.  The  number 
of  surplus  coal  cars  continues  to  show  a  reduction. 

The  surplus  as  of  June  8,  1921  was  163,949,  compared  with  178,592 
May  23 

The  relocation  of  open  top  cars  to  owning  lines  should  continue 
in  accordance  with  Car  Service  Rules. 

Flat  Cars — While  the  number  of  flat  cars  reported  surplus  shows 
a  consistent  week  to  week  decrease  there  is  still  a  sufficient  number 
available  to  meet  current  demands  in  all  sections.  In  order  to  keep 
empty  mileage  reduced  to  a  minimum  there  should  be  no  forward- 
ing of  cars  empty  to  or  in  direction  of  home  road  if  loading  can 
be  made  available,  and  there  should  be  no  forced  relocation  of  this 
equipment  to  home  roads  under  present  circumstances. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  number  of  surplus  freight  cars  continues  to  decline, 
according  to  reports  received  from  the  carriers  by  the  car  service 
division  of  the  American  Railway  Association.  These  show  that 
on  June  23  there  were  377,850  cars  in  excess  of  current  freight 
requirements  or  a  reduction  of  3,896  cars  compared  with  the 
total  on  June  15. 

Surplus  box  cars  totaled  140,627,  or  a  decrease  of  3,308  in 
approximately  a  week,  while  surplus  coal  cars  numbered  163.- 
982.  The  latter  figure  is  an  increase  of  approximately  4,500  over 
that  reported  for  June  15,  but  this  is  due  principally  to  a  cor- 
rection that  had  to  be  made  in  the  earlier  figures  resulting  from 
a  mistake  made  by  one  of  the  large  carriers  in  its  report. 

Reports  also  showed  an  increased  demand  for  other  classes 
of  freight  cars.  From  June  15  to  June  23,  surplus  automobile  and 


furniture  cars  declined  approximately  460,  flat  cars  388  and 
stock  cars  1,140. 

The  average  daily  surplus  of  377,850  cars  in  the  period 
June  15-23  was  made  up  of  the  following  classes  of  equipment: 
Box,  140,627;  ventilated  box,  3,233;  auto  and  furniture,  8,773; 
flat,  14,363;  gondola,  117,551;  hopper,  46,431;  total,  all  coal,  163,- 
982;  coke,  11,323;  S.  D.  stock,  18,597;  D.  D.  stock,  1,432;  refriger- 
ator, 12,370;  tank,  881;  miscellaneous,  2,269. 

The  average  daily  shortage  of  cars — 270 — was  made  up  of 
the  following  classes  of  equipment:  Box,  147;  flat,  4;  gondola, 
40;  hopper,  11;  S.  D.  stock,  27;  D.  D.  stock,  16;  refrigerator,  25. 


SUMMARY  OF  TRAFFIC  FIGURES 

The  Traffic   World   Washington  Bureau 

Car-miles  per  day  on  class  I  roads  declined  from  28.5  in 
October,  1920  (the  highest  number  of  car-miles  achieved  since 
May,  1917,  when  the  average  was  29  car-miles)  to  20.6  car-miles 
per  day  in  April,  1921,  according  to  a  summary  issued  by  the 
Bureau  of  Railway  Economics.  After  October,  1920,  there  was 
a  steady  decline  in  the  number  of  car-miles  per  day,  the  aver- 
age for  November  having  been  26.8;  December,  24.8;  January, 
23.2;  February,  21.3,  and  March,  20.9. 

Tons  per  car  of  revenue  and  non-revenue  freight  showed 
a  similar  decline.  The  high  point  in  1920  was  in  the  month 
of  December,  when  the  average  was  31.2  tons  per  car,  which 
was  in  excess  of  any  monthly  average  since  1916.  In  January 
the  average  was  30.2  tons;  February,  28.4;  March,  27.2,  and 
April,  26.9. 

The  per  cent  of  loaded  to  total  car-miles  in  April  was  63.9; 
in  March,  63.3;  in  February,  61.1  and  in  January,  57.5.  The 
highest  percentage  of  loaded  to  total  car-miles  since  1916  was 
in  March,  1920,  when  the  average  was  72.3  per  cent.  The  lowest 
was  in  January,  1921 — 57.5  per  cent. 

The  summary  covered  the  period  from  January,  1917,  to 
and  including  April,  1921. 


CARS  IN  BAD  ORDER 

The  Traffic   World  Washington  Bureau 

Revenue  freight  cars  in  bad  order  on  Class  1  roads  as  of 
June  15  totaled  346,861  cars,  or  15.1  per  cent  of  the  total  num- 
ber of  cars  on  line  as  compared  with  14.8  per  cent  on  June  1. 
The  high  percentage  of  bad  order  cars  reflects  the  extent  to 
which  repairs  have  been  deferred  by  the  railroads  on  account 
of  lack  of  funds.  From  5  to  6  per  cent  is  regarded  as  normal 
by  railroad  officials — or  rather  that  the  number  of  bad  order 
cars  should  not  exceed  6  per  cent. 

The  percentage  of  bad  order  box  cars  was  greater  than  the 
general  average— 17.1  per  cent  as  compared  with  16.7  per  cent 
on  June  1,  the  actual  number  of  box  cars  in  bad  order  as  of 
June  15  being  177,123. 

Bad  order  gondolas  totaled  134,637  as  of  June  15,  or  13.7 
per  cent,  as  compared  with  13.6  per  cent  as  of  June  1. 


CARS   ON    HOME    LINES. 

The  percentages  of  freight  cars  on  line  to  ownership  as  of 
June  15.  Class  1  roads,  were  as  follows:  Eastern  district,  97.9 
as  compared  with  104.2  a  year  ago;  Allegheny  district,  101  as 
compared  with  103.3  a  year  ago;  Pocahontas  district,  93.8  as 
compared  with  66.5  a  year  ago;  Southern  district,  97.3  as  com- 
pared with  91.7  a  year  ago;  Western  district,  97.6  as  compared 
with  97.8  a  year  ago;  grand  total,  all  districts,  98.1  as  compared 
with  98.4  a  year  ago;  Canadian  roads,  95.8  as  compared  with 
89.5  a  year  ago. 

The  per  cent  of  home  cars  on  home  roads  for  the  country 
as  a  whole  was  73.1  as  of  June  15.  By  districts  the  percentages 
were  as  follows:  Eastern,  65.9;  Allegheny,  79.3;  Pocahontas,  80; 
Southern,  71.8;  Western,  74.4. 


IMMEDIATE   PURCHASE   OF  COAL 

The  Commission  made  public,  July  6,  replies  received  from 
T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway  Ex- 
ecutives; M.  H.  Aylesworth,  executive  manager  of  the  National 
Electric  Light  Association;  and  G.  W.  Elliott,  secretary  of  the 
National  Committee  on  Gas  and  Electric  Service,  to  the  letters 
sent  by  Chairman  Clark  urging  the  railroads,  electric  railways 
and  public  utilities  to  buy  coal  now.  The  writers  promised  to 
urge  prompt  action  on  the  part  of  the  members  of  their  asso- 
ciations. 


PROPOSED  GREAT  NORTHERN  PURCHASE. 
The  Great  Northern  has  applied  to  the  Commission  for  a 
loan  of  $606,000,  to  aid  it  in  financing  the  purchase  of  500  re- 
frigerator cars,  one  ditcher  and  one  pile  driver,  the  total  cost 
being  $1,214,000.  The  company  proposes  to  finance  the  balance 
of.  the  purchase  price  by  the  issuance  and  sale  of  $606,000  of 
GVfc  per  cent  equipment  notes.  The  company  has  arranged  for 
the  sale  of  the  notes  to  the  First  National  Bank  of  New  York 
at  a  price  of  97%  per  cent  of  par.  A  separate  application  was 
filed  asking  authority  to  issue  the  equipment  notes. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization istrained  and  facil- 
ities provided  for  this  purpose. 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  III.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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RATES  ON  SAND  FROM  ILLINOIS 

The  first  three  of  a  series  of  complaints  regarding  the  rates 
on  s.and  from  the  Illinois  fields  into  C.  F.  A.  territory  were 
heard  before  Examiner  Hosmer  in  Chicago,  July  5.  No.  12633, 
the  Silica  Sand  Producers'  Traffic  Association  et  al.  vs.  C.  C.  C. 
&  St.  L.  et  al.,  and  No.  12642,  Same  vs.  C.  &  O.  et  al.,  were 
consolidated  for  hearing  because  the  two  points  involved,  Blue- 
stone  and  Farmers,  Ky.,  are  only  three  miles  apart  and  take 
the  same  rate  from  the  Illinois  field. 

The  complaints  in  both  these  cases  alleged  that  the  mem- 
bers of  the  traffic  association  were  damaged  by  the  failure  of 
the  carriers  to  publish  reasonable  through  or  combination  rates. 
The  rate  as  charged  on  movements)  of  sand  between  the  Illinois 
field  and  Farmers  and  Bluestone  was  made  by  adding  the  local 
commodity  rate  to  Cincinnati  or  Louisville  to  the  local  rate 
beyond.  The  Louisville  combination  so  made  resulted  in  a  rate 
of  $4.60  per  ton,  which  was  30  cents  less  than  the  actual  com- 
bination due  to  the  provisions;;  of  General  Order  No.  28,  which 
prescribed  an  increase  on  the  through  rate  rather  than  on  both 
factors  of  the  combination. 

It  was  alleged  by  R.  E.  Riley,  traffic  director  for  the  associa- 
tion, that  its  members  were  losing  business  in  both  thes.e  locali- 
ties, where  there  were  producers  of  stone  who  used  sand  as 
an  abrasive.  He  exhibited  letters  from  these  producers  in  which 
they  said  it  would  be  cheaper  for  them  to  install  machinery 
for  crushing  rock  so  that  it  could  be  used  for  the  same  purpose 
than  it  would  be  to  pay  the  rate  complained  of.  He  asserted 
that  there  was  a  violation  of  the  fourth  section  of  the  act  be- 
cause the  carriers;  assessed  a  rate  of  only  $4.20  a  ton  to  Ash- 
land, Ky.,  to  which  both  the  destinations  involved  were  inter- 
mediate. 

H.  S.  Smith,  assistant  general  freight  agent  for  the  C.  &  O., 
however,  introduced  a  copy  of  fourth  Ejection  order  No.  7128, 
dated  December  15,  1917,  which  gave  permission  to  assess  lower 
rates,  to  Ashland  and  Louisville  than  to  points  intermediate. 
He  also  outlined  the  difficulties  of  transportation  on  the  Lex- 
ington division  of  the  C.  &  O.,  where,  he  said,  the  grades  were 
unusually  steep  and  the  traffic  congestion  extreme. 

The  third  case,  No.  12632,  the  Silica  Sand  Producers'  Traffic 
Association  et  al.  va.  Pennsylvania  Railroad  et  al.,  involves  the 
rate  on  sand  from  the  Illinois  field  to  Lancaster,  O.  Mr.  Riley 
based  his  plea  in  this  case  chiefly  on  an  alleged  discrimination 
against  the  Illinois  sand  producers)  and  in  favor  of  producers 
in  Michigan  and  Pennsylvania.  He  said  the  rate  charged  was 
a  "so-called  through  rate,  which  was  nothing  more  nor  less  than 
a  combination  of  rates  to  and  from  Chicago  and  Chicago  Junc- 
tion points,"  and  resulted  in  a  charge  of  $3.78  per  ton  for  a 
haul  of  392  miles,  whereas  from  Mapleton,  Pa.,  for  a  haul  of 
400  miles,  the  rate  was  only  $3.36.  He  said  the  per  ton  mile 
earnings  from  Ottawa,  111.,  within  the  Illinois  field,  to  Lancaster, 
was  9.7  mills,  while  fom  Rockwood  and  Steiner,  Mich.,  for  a 
haul  of  only  196  miles  it  was  only  slightly  higher,  9.9  mills. 

As  a  rep.ult,  he  said,  there  were  only  90  cars  of  sand  shipped 
from  the  Illinois  field  to  Lancaster  during  1920,  whereas  the 
five  large  glass  plants  there  could  use  at  least  four  cars  per  day. 

F.  K.  Crosby,  assistant  general  freight  agent  for  the  C.  R. 
I.  &  P.,  said  that  the  rate  from  Ottawa  to  Lancaster  was  lower 
than  any  other  rate  from  that  point  into  C.  F.  A.  territory.  He 
claimed  that  the  allegation  of  discrimination  could  be  discounted, 
since  the  price  of  sand  in  that  territory  was  regulated  by  the 
price  f.  o.  b.  cars  plus  the  freight  charges,.  Also,  he  said,  more 
sand  was  shipped  to  Lancaster  from  the  Illinois  field  during 
1920  than  during  1917  and  1918,  which  indicated  to  his  mind 
that  the  Illinois  producers  were  not  losing  business;  on  account 
of  the  rate. 

The  rate  on  sand  from  the  Illinois  producing  field  to  Erwin, 
Tenn.,  was  under  attack  at  the  hearing  on  docket  No.  12641, 
the  Silica  Sand  Producers'  Traffic  Association  et  al.  vs.  C.  B. 
&  Q.  et  al.,  before  Examiner  Hosmer  in  Chicago,  July  6.  A 
rate  of  $6.02  a  ton  was  paid  on  shipments  of  sand  to  Erwin 
which  moved  after  August  26,  1920,  and,  according  to  R.  E. 
Riley,  traffic  director  for  the  association,  this  rate  was  nothing 
more  than  a  combination  of  the  local  rates  from  Ottawa,  111., 
to  Cincinnati,  from  Cincinnati  to  Elkhorn  City  and  from  Elkhorn 
City  to  Erwin.  This  system  of  making  rates,  according  to  the 
complainants,  keeps  the  Illinois  producers  out  of  the  Tennessee 
markets  and  they  asked  that  some  sort  of  distance  scale  be 
prescribed  for  application  generally  from  Illinois  producing 
points  to  destinations  in  this  territory. 

In  opposition,  G.  A.  Hoffelder,  assistant  general  freight  agent 
for  the  C.  B.  &  Q.,  said  the  present  rate  to  Erwin  represented 
an  advance  of  only  59  per  cent  since  1917  and  that,  whereas 
the  Erwin  rate  was  only  44  per  cent  of  the  sixth  class  rate,  un- 
der which  sand  in  this  territory  moves,  the  general  range  of 
commodity  rates  was  from  59.2  to  66.9  per  cent.  He  said  rail- 
road records  did  not  show  any  considerable  movement  between 
the  points  involved  and  that  the  establishment  of  a  lower  through 
commodity  rate  was  not  warranted  on  the  showing  made. 

In  No.  12640,  the  Rock  Products  Traffic  League  vs.  N.  Y.  C.- 
et  al.,  Mr.  Riley,  who  is  likewise  traffic  director  for  this  league, 
an  association  of  sand  purchasers,  attacked  the  rate  from  the 


Illinois  field  to  Toledo  in  spite  of  the  fact  that,  as  he  admitted, 
that  rate  had  been  found  reasonable  by  the  Commission  on  sev- 
eral occasions  prior  to  the  advances  under  Ex  Parte  74.  He 
took  the  position  that  it  had  never  approved  the  rates  after 
they  had  been  advanced  40  per  cent. 

The  chief  allegation  of  the  complaint  in  this  case  was  one 
of  discrimination.  Numerous  exhibits  were  introduced  to  show 
that  rates  to  Toledo  from  other  producing  points  were  on  a 
much  lower  per  ton  mile  basis  than  that  from  the  Illinois  field. 
It  was  alleged  that  the  factor  of  the  rate  from  Ottawa  to  Joliet, 
a  distance  of  44  miles,  was  98  cents,  whereas  for  a  haul  of  simi- 
lar length,  from  Joliet  to  East  Gary  the  rate  charged  was  only 
80  cents. 

F.  K.  Crosby,  assistant  general  freight  agent  for  the  C.  R. 
I.  &  P.,  took  the  position  that  since  the  Commission  had  origi- 
nally approved  the  rate  and  had  also  approved  the  increase 
under  Cx  Parte  74,  the  present  rate  was  reasonable.  Compari- 
sons with  other  rates  and  with  the  sixth  class  rate,  moreover, 
he  said,  showed  that  the  rate  under  attack  was,  in  fact,  a  de- 
pressed one.  He  discounted  the  potential  competition  between 
the  Illinois  fields  and  Michigan  City,  and  other  lake  points  in 
sand  for  disposal  at  Toledo  by  asserting  that  lake  sand  could 
be  obtained  at  that  point,  while  sand  of  the  quality  produced  at 
Ottawa  and  the  other  interior  Illinois  points  could  not. 


Personal  Notes 


Hugh  McKelligott  has  been  appointed  traveling  passenger 
agent  for  the  Northern  Pacific  Railway  at  Cleveland. 

R.  C.  Foote  has  been  appointed  contracting  freight  agent  for 
the  Chicago,  Racine  &  Milwaukee  Line  and  the  Michigan  Transit 
Company  at  Chicago. 

W.  E.  White  has  been  appointed  assistant  secretary  of  the 
Southern  Pine  Association  and  has  been  placed  in  charge  of  the 
new  regional  office  of  that  organization  at  Jacksonville,  Fla. 

Wallace  A.  Ballard,  president  of  the  New  Jersey,  Indiana  & 
Illinois  Railroad  Company,  died  at  his  home  in  South  Bend,  Ind., 
June  30. 

In  a  report  of  the  meeting  of  the  Freight  Station  Section 
of  the  Operating  Division  of  the  American  Railway  Association, 
in  The  Traffic  World  of  June  25,  it  was  stated  that  J.  R.  Hitch- 
cock, newly  elected  member  of  the  committee  of  direction,  was 
agent  for  the  C.  B.  &  Q.  at  Omaha.  Mr.  Hitchcock  is  assistant 
agent  for  the  A.  T.  &  S.  F.  at  Kansas  City  and  J.  L.  Harrington 
holds  the  position  ascribed  to  Mr.  Hitchcock. 

L.  C.  Hollingsworth  has  been  appointed  assistant  general 
freight  agent  for  the  Gulf,  Mobile  &  Northern  Railroad  and  the 
Meriden  &  Memphis  Railway  at  Mobile.  F.  M.  Hicks  has  been 
appointed  acting  traffic  manager  for  the  same  roads,  vice  T.  D. 
Geoghegan,  resigned. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  new  quarters  of  the  Traffic  Club  of  Pittsburgh,  located 
in  the  Fort  Pitt  Hotel,  were  opened  last  week.  George  A.  Buse, 
president  of  the  club,  made  a  short  address  of  welcome.  The 
rooms  are  furnished  in  club  style. 


Advance  announcement  of  an  outing  to  be  held  July  27,  at 
Myers  Lake,  Canton,  O.,  has  been  made  by  the  Akron  Traffic 
Association.  Members,  railroad  representatives  and  their  friends 
have  been  invited. 


Details  regarding  the  outing  of  the  Traffic  Club  of  St.  Louis, 
which  will  be  held  at  the  Wabash  Club,  July  19,  will  be  dis- 
cussed at  the  weekly  luncheon  of  the  club,  to  be  held  at  the 
American  Annex,  July  5. 


In  reporting  the  annual  outing  of  the  Transportation  Club 
of  Peoria  in  The  Traffic  World,  July  2,  it  was  erroneously  stated 
that  it  had  been  held  on  June  29.  The  steamboat  excursion  and 
outing  is  to  take  place  July  28.  A  large  number  of  out-of-town 
people  are  expected  to  attend. 


Friday,  July  15,  will  be  traffic  day  at  the  Pilgrim  Tercen- 
tenary celebration,  Plymouth,  Mass.  On  that  day  members  of 
the  Traffic  Club  of  New  England,  the  Association  of  Railroad 
and  Steamship  Agents  of  Boston,  the  New  England  Traffic  League 
and  the  Portland  Railway  and  Steamship  Traffic  Association 
will  attend  in  a  body  with  their  friends.  Special  train  service 
from  Boston  has  been  provided  and  a  program  of  sports  has 
been  arranged. 


The  members  of  the  Transportation  Club  of  Louisville,  with 
their  families  and  friends,  will  take  an  excursion  on  the  Ohio 
River,  on  the  steamer  America,  July  13,  in  the  evening.  Enter- 
tainments have  been  arranged  and  refreshments  will  be  served 
on  the  boat. 
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Why  Does  Galveston  Lead? 

Statistics  show  this  port  leads  all  others  in  exportation  of  cotton. 

May  wheat  exports  through  Galveston  exceeded  all  other  United  States  ports. 

Galveston   has   long   been    recognized  as  a  port  of  highest  efficiency  in  handling  oil,  lumber,  flour, 
foodstuffs,  spelter,  iron  and  steel  articles  and  other  miscellaneous  cargo. 

The  port  of  Galveston  has  attained  its  present  high  rank  through  one  outstanding  factor — and  that 

Because  It  Is  a  Port  of  Service 

The  port  has  the  best  steamship  lines  operating  to  the  major  ports  of  the  world. 
Shipping  Board  and  foreign  services  specialize  on  European  shipments. 

The  port  is  fast  becoming  the  greatest  southern  outlet  for  shipments  from  the  middle  and  western 
states  shown  in  the  above  map  to  Cuba,  the  West  Indies,  Mexico  and  the  Orient. 

And  last,  Galveston  business  interests  have  backed  the  port  by  giving  the  individual  shipper  a  personal 
service  and  makes  him  feel  like  repeating  the  routing. 

We  believe  a  trial  will  convince  you. 

For  data,  rates,  dates  of  sailing  and  other  information 

Address  Traffic  Department,  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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RULES   FOR   COMBINATION   RATES 

The  Traffic  World  Washington  Bureau 

Carriers,  at  a  meeting  in  Washington  July  8,  made  another 
effort  to  devise  a  plan  for  getting  rid  of  the  rules  for  making 
rates  on  combination,  in  accordance  with  freight  rate  authority 
No.  10.  Last  January  they  gave  notice  that  they  would  abolish 
the  rule,  carried  in  tariffs,  effective  July  1.  They  thought  the 
matter  put  into  tariffs  at  that  time  would  amount  to  a  cancella- 
tion of  the  rule,  but  the  Commission  held  that  the  language  em- 
ployed by  them  amounted  to  no  more  than  notice  of  an  inten- 
tion to  abolish  the  rule,  and  was  not  a  cancellation. 

When  that  was  done,  the  carriers  announced  that  they 
would  cancel  the  rule  on  all  commodities,  except  lumber  and 
cement,  on  August  1,  but  they  have  not  been  able  to  carry  out 
that  part  of  the  program.  On  cement  and  lumber  their  plan  was 
to  have  the  cancellation  take  place  on  January  1,  1922. 

The  scheme  was  to  have  shippers  tell  what  joint  rates  were 
necessary  to  enable  them  to  carry  on  business  and  such  rates 
would  be  published  by  the  carriers.  To  points  not  specified  by 
shippers  the  rates  would  be  made  by  the  combination  of  the  full 
locals,  so  that  multiple  increases  would  be  possible  on  many 
rates,  the  increase  being  applied  on  each  factor. 

Why  the  various  plans  went  wrong  was  not  known  at  the 
time  the  meeting  was  called  for  Washington.  Nearly  every 
traffic  manager  has  a  situation  of  his  own,  making  it  impractic- 
able to  carry  out  the  plan  of  publishing  enough  joint  rates  to 
satisfy  the  shippers  on  his  line. 

The  Commission  is  in  full  sympathy  with  the  general  idea 
but  none  of  its  traffic  advisers,  thus  far,  has  been  able  to  work 
out  a  plan  whereby  the  rule  for  making  rates  on  combination 
can  be  abolished,  without  danger  of  disrupting  long  established 
business  relations.  The  rule  seems  simple  enough.  It  is  that, 
where  rates  are  to  be  made  by  combination,  only  one  increase  is 
to  be  applied  to  the  through  rate.  But  there  are  innumerable  dis- 
putes as  to  the  foundation  on  which  the  single  increase  is  to  be 
based,  hence  the  desire  to  get  rid  of  the  rule  and  go  back  to  the 
old  rule  that  if  the  rate  was  to  be  made  by  combination,  the 
through  rate  should  be  the  sum  of  the  separate  charges  of  each 
carrier  participating  in  the  traffic. 

PERFECT  PACKAGE  WEEK 

In  a  report  issued  by  Herman  Mueller,  traffic  director  of  the 
St.  Paul  Association,  the  result  of  the  "perfect  package  week," 
sponsored  by  the  association  and  carried  out  the  week  of  June 
6  to  11,  is  shown  as  highly  satisfactory.  The  plan  was  carried 
out  by  circularizing  all  the  shippers  of  freight  in  the  city  and 
furnishing  each  with  a  set  of  suggestions  for  application  that 
week.  These  included  cautions  as  to  the  marking  of  packages 
and  the  proper  filling  out  of  shipping  bills  and  bills  of  lading 
as  well  as  instructions  regarding  packing,  sealing  and  routing. 

The  campaign  was  carried  out  simultaneously  with  the 
municipal  "home  market  week,"  and  arrangements  were  made 
with  the  express  company  and  the  carriers  to  furnish  extra  in- 
spectors and  to  return  all  packages  not  perfectly  prepared  for 
shipment  with  reports  as  to  the  particular  in  which  they  were 
deficient.  The  tabulation  of  results  showed  that  during  the 
week  305  freight  packages  were  rejected  by  the  carriers  out  of 
a  total  of  26,041,  or  a  percentage  of  1.17.  Even  better  results 
were  obtained  with  express  packages,  where  the  rejections  were 
only  103  out  of  a  total  of  22,248— a  percentage  of  .46. 

Claim  officers  of  the  American  Railway  Express  Company 
watched  the  experiment  with  interest  and  as  a  result  are  plan- 
ning a  national  campaign  of  this  sort  to  supplement  their  "right 
way  plan."  It  is  expected  that  the  efforts  expended  during  one 
week  will  bear  fruit  throughout  the  whole  year. 

M.  ST.  P.  &  S.  STE.  M.  ACQUIRES  WIS.  NOR. 

The  Traffic   World   Washington  Bureau 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway  Com- 
pany, under  an  order  in  Finance  Docket  No.  1288,  has  been 
authorized  to  acquire  the  property  of  the  Wisconsin  &  Northern 
Railroad  Company,  and  to  issue  $2,671,000  of  first  consolidated 
5  per  cent  mortgage  bonds  to  be  used  in  part  payment  for  the 
property.  Commissioner  Eastman  dissented  but  filed  no  opinion. 

In  its  opinion  the  Commission  said  in  part: 

The  Northern  operates  a  line  of  railroad  extending  from  Neenah, 
Wis.,  in  a  general  northerly  direction  through  the  counties  of  Outag- 
amia  Shawano  and  Langlade,  to  Wisconsin  &  Northern  Junction  in 
Forest  County,  Wisconsin,  a  distance  of  133.58  miles,  including 
branches.  The  line  was  constructed  at  different  periods,  beginning 
in  1905.  and  was  built  primarily  to  serve  the  Menasha  Woodenware 
Company  and  other  interests  engaged  in  logging  operations  in  the 
territory  traversed.  Forest  products  have  always  formed  a  large 
part  of  the  tonnage  handled.  At  Neenah  the  line  connects  with  the 
main  line  of  the  applicant's  Chicago  division,  and  at  Wisconsin  & 
Northern  Junction  with  the  applicant's  Wisconsin-Michigan  division. 
It  intersects  the  Green  Bay  &  Western  Railroad  at  Black  Creek  and 
the  Chicago  &  Northwestern  Railway  at  Shawano.  Traffic  9riginat- 
ing  on  the  line  is  obliged  to  seek  a  market  over  connecting  lines  and 
moves  under  the  Wisconsin  distance  tariff,  chiefly  to  points  in  Wis- 
consin, thus  being  subject  to  the  sum  of  two  local  rates.  A  number 
of  communities  have  grown  up  along  the  line  and  various  activities, 
including  farming,  dairying  and  manufacturing,  have  developed  to  a 
considerable  extent.  In  the  territory  served  there  is  still  a  large 


amount  of  uncut  timber,  estimated  at  3,000,000,000  feet,  and  the  cut- 
over  land  is  described  as  susceptible  of  development  into  unusually 
good  farms.  The  record  demonstrates  that  the  line  is  capable  of 
meeting  a  definite  existing  transportation  need  in  that  locality.  The 
operations  of  the  Northern  have  never  been  profitable,  chiefly  be- 
cause of  inability  to  provide  sufficient  equipment.  Its  general  bal- 
ance sheet  of  December  31,  1920,  shows  a  credit  balance  to  profit  and 
loss  of  $301,761.  91.  Its  income  for  1920  shows  an  operating  deficit 
of  $575,545.22.  It  has  outstanding  shares  of  capital  stock  in  the 
principal  amount  of  $1,497,000  and  unmatured  funded  debt  of  $1,- 
555,600,  in  addition  to  which  it  had  current  liabilities  on  December 
31,  1920,  of  $699,591.24. 

The  applicant,  in  acquiring  the  property,  expects  to  develop  the 
local  traffic  to  a  considerable  extent  and  to  provide  better  local  serv- 
ice, both  freight  and  passenger,  as  well  as  to  offer  some  reductions  in 
local  rates  by  elimination  of  the  existing  two-line  haul.  Such  acquisi- 
tion would  also  give  the  applicant  a  connecting  link  between  its  Wis- 
consin-Michigan and  its  Chicago  divisions,  over  which  it  can  trans- 
port tonnage  originating  in  the  northern  peninsula  of  Michigan 
destined  to  Milwaukee  and  Chicago,  shortening  the  applicant's  pres- 
ent route  for  such  movements  by  approximately  113  miles.  Applicant 
looks  upon  this  connecting  link  function  of  the  line  as  its  principal 
justification  for  acquiring  the  property. 

The  consideration  to  be  paid  therefor  is  $25,000  per  mile,  or  a 
total  of  $3,339.500.  Of  this  amount  $5,000  per  mile,  or  $868,500,  is  to  be 
paid  in  cash,  and  the  balance,  $20,000  per  mile,  or  $2,671,000,  in  first 
consolidated  5  per  cent  mortgage  bonds  of  the  applicant.  These  bonds 
are  to  be  accepted  by  the  Northern  at  par  and  the  property  is  to  be 
transferred  to  the  applicant  free  and  clear  of  indebtedness  and  en- 
cumbrances of  every  kind. 

'ihe  general  balance  sheet  of  the  Northern  for  December,  1920, 
shows  an  investment  in  road  and  equipment  of  $3,353,523.81.  Against 
this  property  there  were  at  that  time  outstanding  shares  of  stock 
aggregating  $1,497,000  and  bonds  aggregating  $1,550,600.  Upon  the 
transfer  of  the  property  the  bonds  of  the  Northern  are  to  be  retired, 
so  that  the  total  capitalization  of  this  property  will  then  amount  to 
••»  .GY  1,000,  the  amount  of  bonds  issued  in  part  payment  therefor. 
There  will  be  no  expenses  in  connection  with  their  disposition  other 
than  the  cost  of  printing  or  engraving. 

The  present  cost  of  reproduction  new  is  estimated  by  applicant 
at  $5,164,459.  This  estimate  was  made  by  taking  quantities  shown 
in  the  inventory  of  our  bureau  of  valuation  and  applying  thereto  vinit 
prices  as  of  March,  1920.  Depreciation  of  road  and  equipment  Was 
placed  by  applicant  at  $507,120,  leaving  a  cost  of  reproduction,  less 
depreciation,  of  $4,657,339.  Our  valuation  of  this  property  under  sec- 
tion 19a  of  the  interstate  commerce  act  has  not  been  completed,  and 
we  are  not  at  this  time  prepared  to  find  whether  or  not  the  present 
cost  of  reproduction  less  depreciation,  is  that  claimed  in  this  proceed- 
ing. But  for  the  purposes  of  this  application  it  will  suffice  to  find,  as 
we  do,  that  the  record  as  to  value  justifies  the  proposed  acquisition 
at  the  stated  price. 

The  Chicago  &  North  Western  filed  a  petition  for  leave  to 
intervene  for  the  purpose  of  showing  an  outstanding  and  un- 
executed contract  between  it  and  the  Northern  with  respect  to 
an  overhead  crossing  and  an  interlocking  plant.  The  Commis- 
sion held  the  matter  involved  to  be  cognizable  by  the  courts  and 
passed  no  opinion  on  the  question  at  issue.  The  Public  Utilities 
Commission  of  Michigan  challenged  the  jurisdiction  of  the  Com- 
mission in  the  case  as  it  has  done  in  similar  cases  involving 
roads  passing  through  Michigan.  The  Commission  held  it  had 
jurisdiction. 


VALUATION   REPORTS 

Additional  tentative  valuation  reports,  in  which  final  values, 
subject  to  protest,  were  fixed  by  the  Commission,  were  issued 
by  the  Commission,  July  6,  on  the  properties  of  the  Pacific  & 
Idaho  Northern  Railway,  the  Intermountain  Railway  Company 
and  the  Fourche  River  Valley  &  Indian  Territory  Railway  Com- 
pany. The  final  value  of  the  Pacific  &  Idaho  Northern  was  fixed 
at  $2,100,176,  as  of  June  30,  1916;  that  of  the  Intermountain  at 
$991,127,  as  of  June  30,  1916,  and  that  of  the  Fourche  River 
Valley  &  Indian  Territory  at  $250,000,  as  of  June  30,  1916. 

Four  additional  tentative  valuation  reports  were  issued  by 
the  Commission  July  2,  in  which  final  values  as  of  June  30, 
1916,  were  fixed  as  follows:  Great  Southern,  $764,401;  Bridg- 
ton  &  Saco  River,  $360,563;  Wiscasset,  Waterville  &  Farming- 
ton,  $500,168  and  the  Colorado-Kansas,  $365,778. 

In  an  article  under  the  caption,  "Railroad  Valuations,"  Traf- 
fic World,  July  2,  p.  44,  the  intention  was  to  show  the  all-inclu- 
sive character  of  the  reports,  forty-four  in  number,  submitted 
by  the  Commission  on  June  27.  The  intention  would  have  been 
clearer  if  it  had  been  stated,  as  intended,  that  the  reports  cov- 
ered excess  cost  of  lands,  depreciation,  appreciation,  going 
concern  value,  working  capital,  materials  and  supplies,  and  all 
other  matters  appearing  to  have  a  bearing  on  the  values,  reach- 
ing a  climax  in  the  final  value  of  the  property  owned  and  used 
for  common  carrier  purposes;  and  of  property  owned  and  used 
but  not  devoted  to  common  carrier  purposes,  such  as  hotels  and 
amusement  parks.  The  figures  used  in  connection  with  the 
names  of  the  carriers  on  whom  the  reports  were  served  were 
those  covering  the  final  value  of  the  property,  owned  and  used 
for  common  carrier  purposes. 


M.  &  ST.   L.   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Min- 
neapolis &  St.  Louis  to  issue  $714,000  of  refunding  and  extension 
mortgage  5  per  cent  gold  bonds  for  the  purpose  of  reimbursing 
its  treasury  for  expenditures  made  for  retirement  of  equipment 
obligations  and  for  additions  and  betterments  to  roadway  and 
structures.  The  expenditures  for  additions  and  betterments  to- 
taled $398,000,  and  for  retirement  of  equipment  obligations,  $316,- 
000.  The  bonds  will  be  held  in  the  company's  treasury. 
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Railroad  Accounting  Service  I  MISTAKES  AND  ERRORS 


Valuations- 
Cost   Statistics 

Systems  for  Accounting  Office* 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  BIdg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment — Special  Accountants,  American  Short  Line  Railroad  Assn 


NEW  ORLEANS-EUROPE 


Corunna,  Plymouth,  Bologne  S/M 
and  Amsterdam  via  Vera  Cruz  and 

Havana 

Sailing  from  New  Orleans 

S.  S.  Zeelandia July  8th 

S.  S.  Hollandia August  21st 

S.  S.  Frisia September  17th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Agents, 

630  Common  Street,     New  Orleans,  La. 


CONQUER 
THEM 

OUR  SHIPPING 
SYSTEM  OUTFIT 
WILL  DO  THE  WORK 

We  furnish  Rubber  Type  in  adeqult 
fonts  for  any  size  shipping  list. 

The  outfit  is  very  Inexpensive  and  will 
earn  its  cost  daily,  save  time,  accurate 
and  essential  to  large  Shi  ppers. 
WRITE  FOR  FULL  PARTICULARS 

We  are  the  Largest  and  Best  Equipped 
Rubber  Stamp  and  Accessory    House. 
30  YEARS  OF  KNOWING  HOW       Ourcomplete  general  catalog  on  request. 

THE  R.  D.  SWISHER  MFG.  Co., 
411-413  s.  CLINTON  ST.,  CHICAGO.  ILLINOIS 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Canard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


R/tn  rkDTllTD  f  \OC.  cause  the  loss  of  many  hard 
DJ\It  vFlCUtK  C/%Ka  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

m«TT/-'u   rtv?   'wnvo    ¥  /-kcr"    can   be  saved  by  the  use  of 
MUCH   Ur     IHla   LiUaa    Kennedy  Car  Liners.     These 
oar  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

m/ IT  M%- IT  •"»•*/•     c-'VCTTH/i:        of  car  liners  prevent  leakage 
lm.tI\;\lMJ  Y      aYaIE.M        in    transit    and    afford    sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
m«ri?   ILI AW17      Kennedy    Car    Liners    for   all    cases    of   bad 
•  •  *•'   W1/4IM.J     order     cars,     consisting     of     full     Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 
lirii  «     A/r»¥T    MriT1       give   us   an   opportunity   to   submit 
W1L,I_,     TUU     IX Ul        full   details  of  our  system  and  the 
low  cost  of  same?    We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  «.  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer*,  wide  carnage 
typewriters,  duplicators,  printing  press,  telephone,  messenger! 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  SammU 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y..  US  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  BIdg. 
BOSTON,  MASS.,  732  Colonial  BIdg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Trust  BIdg. 
DETROIT,  MICH.,  506  Garrick  Theater  BIdg. 


WASHINGTON,  D.  C..  433  Munsey  BIdg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  BIdg. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
TraOe  BttTlce  Corporation,  Colorado  Building,  Washington,  D.  C. 


Carrier's:  Liability   for   Delay 

New  York. — Question:  There  were  forwarded,  at  various 
times,  numerous  shipments  from  New  England  territory  and 
New  York  City  proper,  via  Mallory  Line,  destined  to  Mobile, 
Ala.,  and  Tampa,  Fla. 

At  the  time  this  merchandise  was  tendered  to  the  Mallory 
Line  no  mention  was  made  of  any  anticipated  delay,  and  the  bills 
of  lading  isr.ued  did  not  bear  any  exceptions.  The  shipments, 
by  reason  of  existing  strike,  declared  prior  to  shipping  dates, 
were  badly  delayed  and,  having  been  intended  for  the  opening 
of  a  new  store,  necessarily  postponed  the  opening  date.  The 
loss  entailed  through  the  postponement  amounts,  to  consider- 
able, and  we  are  inquiring  to  learn  if  claim  is  in  order  and 
how  it  may  be  based.  Can  you  refer  us  to  decisions  covering 
similar  case? 

Answer:  In  general,  the  measure  of  damages  for  delay  in 
transportation  is  the  difference  between  the  market  value  of 
the  goods  at  their  destination  at  the  time  they  should  have  ar- 
rived and  their  market  value  at  the  time  they  did  actually  arrive. 
In  the  instant  case,  however,  the  damages  which  you  suffered 
were  special  damages  and  cannot  be  recovered  unless  notice 
that  such  damages  would  result  was  given  the  carrier  at  the 
time  the  contract  of  carriage  was  entered  into. 

Where  goods  are  tendered  to  a  carrier  for  transportation 
the  carrier  is  obligated  to  advise  the  shipper  as  to  any  cause 
likely  to  delay  transportation,  which  cause  is  within  its  fair  and 
reasonable  knowledge  and  not  within  the  knowledge  of  the  ship- 
per; and  if  it  fails  in  its  duty  in  this  respect  a  delay  in  the 
transportation  of  the  goods  will  not  be  excused,  and  that,  too, 
irrespective  of  the  nature  of  the  cause.  The  acceptance  of 
goods  for  shipment  without  notifying  the  sjhipper  of  the  fact 
that  they  cannot  be  promptly  delivered  is  tantamount  to  an 
assurance  that  they  will  be  delivered  within  a  reasonable  time, 
except  for  the  intervening  of  excusing  causes  of  subsequent 
occurrence.  This  duty  is  in  no  way  dependent  on  f.ipecial  agree- 
ment, but  is  a  part  of  the  duty  imposed  by  law  on  carriers;  and 
the  reason  why  the  law  has  imposed  it  upon  carriers  is  to  give 
the  shipper  an  opportunity  to  exercise  his  own  discretion  as  to 
the  propriety  of  making  the  shipment,  i.  e.,  to  choose  between 
the  different  courses  open  to  him.  10  Corpus  Juris,  290. 

Liability  of  Express  Company  for  Concealed   Damages' 

Arkansas. — Question:  We  are  receiving  numerous  ship- 
ments of  perishable  goods  by  express,  which  come  through  in 
varied  containers.  It  has;  heretofore  been  the  practice  of  the 
railroad  and  express  company  on  shipments  of  this  kind  to  give 
us  a  bad  order  receipt  on  perishaable  goods  if  the  goods  show 
considerable  deterioration  upon  their  being  opened  up  in  our 
warehouse.  We  are  now  confronted  by  the  fact  that  the  ex- 
pres.s  company  will  not  give  us  a  bad  order  receipt  for  goods 
unless  the  outer  container  discloses  the  fact  that  they  are  dam- 
aged. That  is  to  say,  their,  contention  is  that  if  the  outer  con- 
tainer shows  to  be  in  good  order  then  the  express  company 
has  no  way  of  knowing  condition  of  the  goods;  inside. 

The  railroad  company  takes  a  far  different  stand  on  this 
proposition.  They  will  give  you  a  bad  order  inspection  report 
on  concealed  damage,  having  forms  made  for  that  express  pur- 
pose. They  will  also  allow  you  to  submit  a  claim  of  this  kind 
where  properly  ttupported  by  the  necessary  affidavit  and  their 
concealed  loss  and  damage  forms. 

On  the  other  hand,  the  express  company  takes  this  stand: 
That  if  the  damage  be  concealed  and  any  perishable  goods  be 
lost,  that  they  hold  clear  receipts  for  the  goods  and  cannot 
entertain  any  claim.  This,  of  course,  is  an  injustice  to  us,  as 
frequently  the  goods  are  in  transit  a  day  or  so  over  the  regular 
schedule.  Our  contention  is  this,  that  at  the  time  that  we  ask 
for  this  bad  order  inspection,  that  they  should  give  it  to  us  not 
only  for  our  protection  and  their  protection,  but  for  the  corrobo- 
ration  and  confirmation  of  the  shipper,  as  it  smetimes  develops 
that  the  fault  lies  with  the  shipper  in  shipping  us  faulty  goods, 
and  they  will  not  take  our  word  for  the  fact  that  they  are  in  bad 
shape,  but  will  take  the  word  of  the  transportation  company  if 
they  show  in  their  delivery  receipt  that  the  goods  were  in  bad 
order. 

Another  thing  we  wish  to  direct  your  attention  to  in  this  is« 


that  we  do  not  know  of  any  specific  rules  set  forth  by  the  Amer- 
ican Freight  Claim  Agents'  Association  which  gives  the  express 
company  authority  to  take  this  stand.  In  fact,  we  do  not  mind 
telling  you  that  this  position  is  taken  by  them  entirely  locally. 
They  advise  us  that  the  instructions  come  from  their  superin- 
tendent's office,  who  has  no  authority  other  than  his  own  for 
making  his  rule.  We  believe,  therefore,  that  you  would  be  in 
position  to  tell  us  whether  or  not  you  have  ever  heard  of  a 
specific  case  of  this  kind.  If  so,  please  let  uf<  have  the  benefit 
of  any  court  decision  deciding  the  matter  either  in  the  affirm- 
ative or  negative. 

Answer:  There  is  no  provision  in  the  uniform  express  re- 
cepit  that  requires  the  consignee  to  give  immediate  notice  to 
the  delivering  carrier  of  any  lo£|3  or  damage  to  a  shipment  when 
received,  even  when  of  a  concealed  nature.  So  long  as  the 
claims  are  presented  in  the  manner,  time  and  place  as  required 
by  section  7  of  the  uniform  express  receipt,  and  the  consignee 
can  show  by  sufficient  evidence  that  the  loss  and  damage  actu- 
all  occurred  while  the  shipment  was.  in  transit,  and  from  causes 
for  which  the  law  would  hold  the  carrier  responsible,  a  prima 
facie  case  of  liability  would  be  established  against  the  carrier. 
This  presumption  would  not  be  destroyed  by  reason  of  the  con- 
signee having  given  a  "clear"  receipt  on  arrival,  for  such  a  re- 
ceipt is  open  to  explanation  for  contradiction  and  the  party  dis- 
puting such  receipt  may  show  that  it  was  given  under  a  mistake 
or  in  ignorance  of  the  material  facts  of  the  legal  rights  sur- 
rendered thereby.  See  Hears  vs.  N.  Y.  N.  H.  &  H.  R.  R.,  75 
Conn.  171.  We  are  unawaare  of  any  decision  wherein  it  has 
been  held  that  the  carrier  must  give  a  bad  order  notation  in 
such  cases,  and,  further,  the  rules  of  the  Freight  Claim  Asso- 
ciation which  provide  that  agents  should  make  shortage  or 
damage  notations  on  freight  bills,  do  not  apply  to  express  com- 
panies, for  they  are  not  members  of  the  association. 

Claims   Against    Express   Companies 

Connecticut. — Question:  In  The  Traffic  World  of  October  9, 
1920,  page  661,  you  state  that  there  are  some  cases  pending  in 
New  York  against  the  Adams  Express  Company,  the  outcome 
of  which  may  have  some  bearing  on  future  cases  of  claimq 
against  the  Adams  Express  Company.  Will  you  kindly  advise 
us  whether  there  has  been  any  further  developments  regarding 
this  matter? 

Answer:     We   have   no   knowledge   of   any   decision   of   the 
courts  of  New  York  in  which  judgment  has  been  secured  against 
the  Adams  Express  Company. 
Delay — Liability    of   Carrier   for    Damages    Resulting    Therefrom 

New  Hampshire. — Question:  Drawing  your  attention  to 
your  answer  to  "Illinois,"  on  page  239  of  January  29,  1921,  issue 
of  The  Traffic  World,  we  solicit  your  expert  opinion  on  a  situa- 
tion which  differs  slightly  from  that  which  confronted  "Illinois." 

On  February  25,  1920,  we  delivered  a  shipment  to  "A"  Rail- 
road at  this  point,  destined  for  a  point  in  South  Carolina  via 
rail-and-water  route.  Shipment  was  considerably  delayed  in 
transit,  not  arriving  at  destination  until  May  19,  1920.  Claim 
was  entered  against  "A"  Railroad  for  depreciation  in  value  by 
reason  of  transportation  delay.  After  a  thorough  investigation 
the  originating  carriers  report  to  us,  in  connection  with  the 
claim,  that,  owing  to  extreme  weather  conditions  prevailing  on 
their  line,  it  was  physically  impossible  for  them  to  deliver  the 
shipment  to  "B"  Steamship  Company  at  Boston  previous  to 
March  9,  on  which  date  delivery  was  effected  by  them  to  "B" 
Steamship  Company. 

The  shipment  was  loaded  aboard  steamer  sailing  March  12, 
which  arrived  at  Jacksonville,  Fla.,  but,  owing  to  the  longshore- 
men's strike,  which  was  in  existence,  the  steamer  could  not  be 
unloaded  until  May  12.  The  property  was  then  delivered  to  a 
southern  line  on  May  16,  arriving  at  destination  on  May  19. 

"A"  Railroad  contends  that  the  entire  delay  ensued  while 
the  shipment  was  in  the  possession  of  the  steamship  line  and 
they  accordingly  referred  the  matter  to  the  steamship  company 
for  adjustment,  which  refuses  to  accept  responsibility,  contend- 
ing that  the  delay  occurred  due  to  labor  strike,  which  was  be- 
yond the  control  of  the  carriers,  and,  in  accordance  with  the 
bill  of  lading  conditions,  there  was  no  liability.  Upon  this  con- 
tention, as  previously  stated,  claim  was  declined  for  their  account. 

You  state,  in  your  answer  to  "Illinois,"  "Where  goods  are 
tendered  to  a  carrier  for  transportation,  the  carrier  is  obligated 
to  advise  the  shipper  as  to  any  cause  likely  to  delay  transporta- 
tion, which  cause  is  within  its  fair  and  reasonable  knowledge 
and  not  within  the  knowledge  of  the  shipper."  Does  not  this 
same  obligation  devolve  upon  an  intermediate  carrier,  as  well 
as  upon  an  originating  carrier,  especially  at  a  point  like  Boston, 
where  we  could,  if  we  had  been  so  notified,  have  diverted  the 
consignment  to  an  all-rail  route  and  thus  escape  th'e  delay  in 
delivery  suffered?  We  understand  this  longshoremen's  strike 
started  on  March  5,  1920  (is  this  date  correct?),  and  in  the 
face  of  this  condition,  which  was  practically  general,  known 
to  the  steamship  company,  and  which  was  a  situation  likely  to 
cause  delay,  the  steamship  company  chose  to  take  the  property 
into  their  possession  for  transportation,  and  by  so  doing  we 
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Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 

OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


FACILITIES 


We  have  continually  in  mind  any 
innovation  which  will  conduce  to 
expeditious  and  co-ordinated  action 
in  serving  our  clients  in  the  book- 
ing, tracing  and  forwarding  of  their 
export  shipments. 


Recently  we  have  had  installed,  and 
are  now  using,  our  own  private 
wires  between  our  New  Orleans, 
New  York  and  Galveston  Offices. 


THE  W.  L.  RICHESON  CO.,  Inc. 

Export  Shipping  for  Account  of  Principals  Throughout  the  World 
FREIGHT  BROKERS  AND  FORWARDERS 

613  to  621  Whitney  Central  Building 

NEW  ORLEANS 


New  York  Office 
401    Produce  Exchange 


Galveston  Office 
810-12  American  Nat.  Ins.  Bldg. 


HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  preight  and   Passenger  §ervice 

S.S.  BUCKEYE  STATE— July  30th 
S.S.  HAWKEYE  STATE— September  3rd 
Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Castle  &  Cook,  Ltd. 


No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments; show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you,  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

We  alto  make  coupon  tagm,  work  tagt  and  tag*  for  every  purpose. 

Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 


New  York  City  SALES  OFFICES 

St.  Louis,  Mo.  Kansas  City,  Mo.  Boston,  Mass. 

Denver,  Colo.  Detroit,  Mich.  Rochester,  N.  Y. 


Los  Angeles,  Csl. 
Cleveland,  Ohio 
Milwaukee,  Wis. 


JNTERNATIONALJAG  (q* 

TAG  SERVICE 
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think  they  held  themselves  legally  responsible  for  the  resultant 
delay  in  delivery,  regardless  of  the  nature  of  the  cause. 

It  is  a  fact  that  this  strike  started  on  March  5,  1920,  and 
the  steamship  company  subsequently  accepted  for  transporta- 
tion the  property  on  March  9  and  loaded  on  steamer  sailing 
March  12,  instead  of  refusing  to  accept  the  consignment  of  "A" 
Railroad  by  reason  of  the  existing  conditions,  which  were  likely 
to  cause  delay,  then  why  are  they  not  legally  liable  for  resultant 
damages? 

We  have  had  similar  situations  where  shipments  in  Boston 
and  New  York  City  could  not  be  delivered  to  the  steamship 
lines  because  of  this  strike,  and  we  were  on  most  occasions 
so  notified  by  the  railroad  company  and  thus  given  an  oppor- 
tunity to  divert,  our  instructions  in  this  connection  being 
promptly  complied  with,  and  the  consignments  going  through 
to  destination  without  any  unreasonable  delay. 

Assuming  the  foregoing  to  be  a  recital  of  facts,  can  we  at- 
tach any  liability  to  the  carriers  for  the  resultant  damages  occa- 
sioned by  delayed  delivery? 

Answer:  While  there  are  many  decisions  to  the  effect  that 
the  initial  line  should  notify  the  shipper  of  any  condition  which 
may  delay  the  goods,  we  do  not  find  any  decision  which  places 
the  same  degree  of  responsibility  upon  an  intermediate  carrier; 
in  fact,  we  do  not  locate  where  the  courts  have  passed  upon 
this  feature.  We  are,  however,  of  the  opinion  that  the  inter- 
mediate carrier  was  negligent  in  accepting  the  goods  for  trans- 
portation when  it  had  within  its  knowledge  the  facts  concern- 
ing a  strike  of  longshoremen,  which  would  likely  cause  an  un- 
reasonable delay.  As  said  in  Mich.  Cent.  R.  R.  vs.  Mineral 
Springs  Mfg.  Co.,  16  Wall.  318,  "Common  fairness  required  that 
at  least  he  (shipper)  should  have  been  told  of  the  condition 
of  things  there,  and  thus  left  free  to  choose,  if  he  saw  fit,  an- 
other mode  of  conveyance." 

Misrouting — Carrier  Liable  for  Damages  Resulting  from  Execu- 
tion of  Bill  of  Lading  Containing  Provisions  Which  Cannot 
Be  Complied  With 

New  York. — Question:  Consignee's  plant  is  located  at  Blank 
Street  switch  on  "B"  Railroad.  Shipper  is  located  on  "A"  Rail- 
road. Agent  of  "A"  Railroad  accepts  and  signs  shipper's  bill 
of  lading,  showing  car  routed  "  'A'  R.  R.  to  Blank  St.  switch," 
although  that  switch  is  not  on  "A"  line.  Car  reaches  "A's" 
nearest  terminal  and  has  to  be  backhauled  for  delivery  via  "B's'! 
line  to  Blank  Street  switch.  Who  is  responsible  for  back- 
haul  charges,  the  carrier  or  the  shipper? 

Answer:  Conference  Ruling  474  reads  in  part  as  follows: 
"The  obligation  rests  upon  the  carrier's  agent  to  refrain  from 
executing  a  bill  of  lading  which  contains  provisions  that  cannot 
lawfully  be  complied  with  or  provisions  which  are  contradictory 
and  therefore  impossible  of  execution." 

We  are  of  the  opinion  that  the  carrier  is  responsible  for 
the  back-haul  charges  in  question,  by  reason  of  its  failure  to 
advise  the  shipper  that  the  switch  in  question  was  not  located 
on  its  line  and  that  therefore  it  would  be  impossible  to  carry 
out  such  routing  instructions.  See  Hutton  &  Bourbonnais  Co. 
vs.  So.  Railway  Co.,  50  I.  C.  C.  434;  Peerless  Wire  Fence  Co. 
vs.  Wabash  R.  R.,  38  I.  C.  C.  721,  and  Union  Sawmill  Co.  vs. 
St.  L.  I.  M.  &  S.  R.  R.,  40  I.  C.  C.  661. 

Freight  Charges — Liability  for  Undercharge 

California. — Question:  Some  time  ago  we  purchased  from 
a  broker  a  number  of  carloads  of  grain  at  a  delivered  price. 
Shipments  were  made,  freight  bills  rendered  by  the  railroad  and 
paid  by  us  at  what  was  thought  to  be  the  correct  rate.  The 
broker  invoiced  the  grain,  deducting  freight  at  the  same  rate 
we  had  paid  and  his  invoices  were  honored  by  us.  He  in  turn 
made  settlement  with  the  farmers  from  whom  he  purchased 
the  grain.  Four  months  later  the  railroad  discovered  that  an 
error  had  been  made  in  the  rate  and  that  there  is  a  balance  due 
of  $2  per  ton.  Who  is  legally  liable  for  the  balance  due  to  the 
railroad,  the  consignor  or  the  consignee  who  purchased  the 
grain  on  a  delivered  basis? 

Answer:  The  Commission,  in  its  Conference  Ruling  314, 
states  that  a  carrier  must  collect  its  lawful  charges,  but  that 
it  has  no  jurisdiction  to  say  who  is  liable  therefor,  that  being 
a  matter  for  the  courts  to  determine. 

The  consignor,  as  the  party  with  whom  the  contract  of 
shipment  is  made,  is  primarily  liable  for  the  payment  of  the 
freight  charges,  whether  he  is  the  owner  of  the  good  as  not, 
and,  by  the  weight  of  authority,  where  goods  are  shipped  by 
the  consignor  he  is  liable  for  the  freight  charges  in  all  events, 
although  there  are  cases  which  hold  that  the  charges  may  not 
be  collected  from  the  consignor  where  the  carrier  has  failed  to 
collect  the  charges  upon  delivery  of  the  freight.  On  the  other 
hand,  the  Supreme  Court  of  the  United  States,  in  its  decision 
in  the  case  of  P.  C.  C.  &  St.  L.  Ry.  vs.  Alvin  J.  Fink,  held  that 
a  consignee  is  liable  for  an  undercharge  due  on  a  shipment  con- 
signed to  him. 

It  has  been  held,  however,  that  where  goods  are  sold  f.  o.  b. 
destination  the  consignee's  acceptance  and  removal  of  the  goods 
did  not  create  an  obligation  on  its  part  to  pay  the  freight 
charges  at  the  request  and  for  the  convenience  of  the  consignor 


beyond  the  amount  stated,  inasmuch  as  the  ownership  of  the 
goods  does  not  pass  until  delivery.  See  C.  of  G.  Ry.  Co.  vs. 
Birmingham  Sand  &  Brick  Co.,  64  So.  202  (Ala.). 

In  view  of  the  conflicting  decisions  of  the  courts,  it  is  not 
possible  to  lay  down  a  rule  as  to  the  liability  of  consignor  or 
consignee  for  freight  charges,  including  undercharges,  but  it 
may  be  stated  that,  as  a  general  rule,  the  carrier  may  collect 
them  from  either  the  consignee  or  consignor. 
Passage  of  Title  as  Affected  by  Term  F.  O.  B.  in  Contract  of 

Sale 

California. — Question:  A  car  of  furniture  moving  from  Cin- 
cinnati, O.,  to  Los  Angeles  was  totally  damaged  in  the  flood  at 
Pueblo.  The  goods  were  bought  f.  o.  b.  Los  Angeles,  the  order 
reading,  "F.  O.  B.  Los  Angeles,  freight  to  be  deducted  from  the 
invoice,"  and  the  car  was  billed  collect. 

The  shipper  contends  that  title  passed  to  the  consignee 
when  car  was  delivered  to  the  carrier  at  point  of  origin.  The 
consignee  claims  that  goods  were  bought  f.  o.  b.  destination 
point  and  that  the  title  does  not  pass  to  purchaser  until  the 
goods  are  delivered  at  destination,  regardless  whether  goods 
were  billed  prepaid  or  collect.  Kindly  give  us  your  opinion  in 
the  matter. 

Answer:  Where  the  provision  is  f.  o.  b.  at  point  of  ship- 
ment, the  title  will  pass,  as  a  general  rule,  when  the  property 
is  placed  on  the  cars  for  shipment;  on  the  other  hand,  where 
the  provision  is  for  delivery  f.  o.  b.  the  point  of  destination,  the 
title  is  not,  as  a  rule,  considered  to  pass  until  the  subject  matter 
has  reached  such  point,  as  the  delivery  to  the  carrier  is  not  a 
delivery  to  the  buyer;  still,  where  the  agreement  as  a  whole 
shows  clearly  that  the  phrase  f.  o.  b.  at  point  of  destination 
was  used  merely  to  designate  the  party  by  whom  the  freight 
was  to  be  paid,  rather  than  the  place  at  which  delivery  and  the 
passing  of  title  were  to  be  consummated,  it  will  be  so  restricted, 
and  the  title  held  to  pass  at  the  point  of  shipment  in  accordance 
with  the  intent  of  the  parties. 

Shipper's    Load   and   Count 

Pennsylvania. — Question:  On  shipment  of  auto  trucks,  loaded 
by  shiipper  in  the  Pennsylvania  R.  R.  freight  yard  at  Ardmore, 
Pa.,  sealed  with  private  seal  by  shipper,  bill  of  lading  stamped 
by  freight  agent,  "Shipper's  load  and  count,  carrier  not  liable 
for  count  or  condition  of  lading."  Shipment  arrived  at  destina- 
tion, Chicago,  routed  P.  R.  R.,  N.  Y.  C.  R.  R.,  lading  damaged 
and  trucks  reblocked. 

Upon  inquiry  of  N.  Y.  C.  R.  R.  agent,  for  seal  record  at 
arrival  at  destination,  same  was  refused  upon  advice  that  his 
claim  department  instructed  him  not  to  furnish  seal  records. 

Inasmuch  as  shipment  was  forwarded  under  shipper's  seals 
and  their  load  and  count,  are  we  not  entitled  to  record  of  same 
upon  arrival  at  destination,  as  this  record  would  disclose  who 
opened  and  reblocked  cars  and  when  damage  occurred,  thus 
proving  who  was  liable  for  damage  claim.  Will  appreciate  any 
rulings  or  decisions  you  may  have  upon  this  condition. 

Answer:  We  assume  from  your  letter  that  the  car  in  ques- 
tion arrived  at  destination  carrying  seals  other  than  the  ship- 
per's private  seals  which  were  placed  on  the  car  at  point  of 
origin.  If  this  is  true,  it  is,  of  course,  evidence  of  the  fact  that 
the  car  was  opened  en  route  while  in  the  possession  of  one  of 
the  carriers  over  which  the  shipment  moved.  However,  as  the 
carriers  are  liable  for  loss  of  or  damage  to  goods  received  for 
transportation,  except  loss  or  injury  caused  by  an  act  of  God, 
the  public  enemy,  the  inherent  nature  of  the  goods  or  the  fault 
of  the  shipper,  the  burden  of  proving  that  the  damage  was  occa- 
sioned by  one  of  the  excepted  causes  being  upon  the  carrier, 
proof  of  the  delivery  of  the  goods  in  good  condition  to  the  initial 
carrier  and  the  receipt  of  the  goods  in  a  damaged  condition 
will  make  a  prima  facie  case  against  the  initial  carrier,  which 
carrier  can  be  held  for  the  full  amount  of  the  damage  whether 
it  occurred  upon  its  line  or  that  of  its  connections. 

Of  course,  if  it  is  your  desire  to  bring  suit  against  one  of 
the  other  carriers,  in  the  event  you  cannot  secure  a  voluntary 
settlement  of  your  claim,  then  the  information  you  are  seeking 
with  respect  to  the  seal  record  would  be  helpful  in  determining 
the  line  on  which  the  damage  occurred. 

We  know  of  no  means,  however,  by  which  a  carrier  can 
be  required  to  furnish  its  seal  record  except  that  a  suit  be 
brought  and  a  proper  order  from  a  court,  be  applied  for  directing 
the  carrier  to  produce  its  seal  record. 


B.    R.   &   P.    BRANCH    LINE 

The  Buffalo,  Rochester  &  Pittsburgh  Railway  Company  has 
been  authorized  by  the  Commission  to  construct  a  branch  line 
from  its  Jacksonville  branch  at  Aultman  Branch  Junction,  in  a 
generally  southerly  direction,  a  distance  of  10,400  feet,  termi- 
nating in  a  tract  of  coal  land  owned  by  the  Pittsburgh  Gas  Coal 
Company.  The  branch  will  be  entirely  in  Indiana  County,  Penn- 
sylvania. The  estimated  cost  is  $183,633.  The  Commission  said 
it  was  stated  that  the  construction  of  the  branch  will  permit 
development  of  'approximately  4,000  acres  of  bituminous  coal 
territory  which  is  not  now  served  by  any  railroad  and  for  which 
there  is  no  outlet.  The  company  is  authorized  to  retain  the 
excess  earnings  from  the  branch  for  ten  years. 
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IMPORTANT 

BUY         NOW! 

Si;nMl:inl    ITi.-,  Our  Prices 

JIB.OO     Bentlcy    Phrase   Code,    universally    used    »  8.60 

S1B.OO     Same.    Trav.'ler'a   Complete  Pocket  Size 7.SO 

1120.00     A.    B.    C,,    Sixth.     1,,-itrnt 18.50 

JlX.on     A.    I!.    (\.    Fifth,    called    IMPROVED 18.00 

S.-IIM.-    id. -ni  i' M!  t«;xt  with  Hve  letter  condensed 8.00 

Baltimore  Grain   Code   Editions 15.00 

Lelher's   Standard   and   five   letter 15.00 

Peterson's    International    Banking   Code 15.00 

Scott's   10th   Edition,   Shipper's   Code 27.50 

Western   Union   five   letter,   $30.00   Universal 19.50 

Add  Postage  to  Destination,  40c.    We  Sell  All  Codes  Published. 

H.    BENSINGER    CODE    BOOK    DISTRIBUTORS 

15  Whitehall  St.,  New  York  City.       CABLES:  "MULTIGRAPH,"  N.  Y. 


I.VIKI 

si5.no 
!  15.00 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

R.  R.  fOVIN.  President.  90  West  Street,  New  York. 

R.   D.  UPHAM.  Flrtt  Vic*  President.  60  West  Street,  New  York. 

0.    E.   THURBER.   Second   Vice-president,   90  West  Street,   New  York. 

BED.    K.    LOWELL,    Third    Vice    President,    in   charge   of  Operation    and    Traffic. 

»»  West  Street.  New  York. 

N.   ».    MERSLOFF.  Treasurer,  SO  West  Street.  New  York. 
8.  W.  *.   WHITNEY.  Secretary.  90  West  Street,  New  York. 


New  York  Offices,  90  West  St.,  New  York 

E.   A.    FALL.   Freight   and  Traffic   Manager.    90   Wert    Street.    New  Tort 

I.    R.    DRANEY,    Assistant    Freight    and    Traffic    Manager,    89    W«t    Strait.    MOT 

I.    COOKMAN     BOYO,    General    Counsel,    Builders'    Exchange    Bldg., 

Md. 

C.  A.  KELLEY,  General  Auditor,  90  West  Street.  New  York. 
t.  f.  CONNOR.  Superintendent.  Wagners  Point.  Baltimore,  Md. 


THOMAS    KEARNY,    General    Solicitor,   M   Wett   Street.    New   York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

The  Chesapeake  *  Curtis  Bay  Bailroad  Co..  having  its  terminal  at  deep  water.  Baltimore,  Md.,  is  In  a  position  to  receive  all  foreign  freight  destined  U  Interim 
aorta  and  to  taJu  care  of  outgoing  freight  for  foreign  countries. 

Tkli  company  maintains  a  high  standard  of  service  In  tbe  handling  of  shipments  to  and  from  the  Industries  located  on  lu  line.  The  territory  oorered  by  this  nuns* 
ofTurs  superior  sites  tor  the  location  of  Industrie*  of  every  description.  Firms.  Individuals  and  corporations  contemplating  the  location  of  business  enterprise*  an  lavU**  M 
correspond  with  Samuel  J.  Nathan.  10  West  Street,  New  York  City.  Map*  and  full  information  concerning  available  property  will  be  promptly  furnished. 

Mileage  at  present  operated.  T  miles:  additional  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  ports. 

•EUMptlonal  location  for  plants  desiring  tidewater  delivery. 

CONNECTIONS—  At  Clinton  Street  with  the  Pennsylvania  Railroad  via  float  at  Wagners  Point.  C.  *  G  B.  R.  B.  to  Curtis  Bay.     At  Port  Corington  with  the  Wa 
Maryland  via  float  to  Wagners  Point.   C.    A  C.   B.   B,   B.    to  Curtis  Bay.     With  the  Baltimore   A  Ohio  Bewail   Branch   at   Wagners  Point.      Through 
routes  to  all   point*  East.   Wait.   North  and  South.     Industries  located   on  our   llns  have  the  advantage  of  Oat  Baltimore  rat*. 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.     Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical    Index   of   Ports,   Cltle*  and   Countrlei  of  tht 

World. 

Alphabetical  List  of  Steamship  Lines  and  Agents. 
Approximate  Values  of  Foreign  Coin*. 
Banks  and   Bankers  In    Foreign   Trade. 
Bills  of   Lading    (Arrangement  of). 
Cable  Rate*. 

Commerce,   Industries,  etc.,  of  each  Country. 
Commercial  Terms  (Explanation  of). 
Consignment  of  Goods. 

Consular  Invoices  (Fac-slmlles  and  Instructions). 
Consular  Regulations  (in  full  for  each  country). 
Consuls  (American  and  Foreign). 
Conversion  Table*  of  Foreign  Currencies. 


Distances  from  New  York  (Table). 

Drawbacks  on    Export  Shipment*. 

Foreign   Drafts   (Arrangement  of). 

Foreign   Postage  Rates. 

Foreign   Weights  and    Measures   (American   Equivalents). 

Mall  Time  to  Foreign  Cities. 

Marine   Insurance. 

Metric  Weights  and  Measures. 

Minimum   Bills  of  Lading   (for  each  shipping  routt). 

Parcels  Post. 

Packing  for  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade  Marks  Abroad. 


Selling    American    Goods   Abroad. 
and 

All  the  Shipping  Route*  from  New  York,  Philadelphia,  Boston,  Baltimore,  Savannah,  New  Orleans  and  Pacific 
Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirement*  of  each  line  to  be  observed  by  the  shipper. 


"Our  Text  Book  on  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail-     / 


matters  and  is  in  almost  daily  use." 


THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 


With  a  subscription  to  the  ENCYCLOPAEDIA  Is  included  a  bulletin  service  consisting  of  fre- 
quent bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in 


which  they  may  be  conveniently  filed. 

FREE  EXAMINATION  OFFER 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five          / 
days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com-  *   , 

plete  service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost  you  a  cent,  so  fill  £ 

in  and  mail  the  coupon.  **  4> 
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C.  A.  PROUTY  DEAD 

The  Traffic  World  Washington  Bureau 

Charles  A.  Prouty,  director  of  the  Bureau  of  Valuation  of 
the  Commission  since  1914  and  prior  to  that  a  member  of  the 
Commission  from  December,  1896,  to  February,  1914,  died  at  his 
home  in  Newport,  Vt.,  July  8.  He  had  been  ill  for  nearly  a  year. 
He  left  Washington  about  two  months  ago. 


$779,000  of  its  refunding  mortgage  5  per  cent  bonds  and  inter- 
ests and  equities  in  other  bonds  to  secure  the  repayment  of  the 
loan  of  $3,304,000. 


FILING  OF  OVERCHARGE  CLAIMS 

The  Traffic   World   Washington  Bureau 

A  number  of  shippers  have  made  inquiry  of  the  House  com- 
mittee on  interstate  commerce  relative  to  the  bill  passed  by 
the  Senate  recently  providing  for  extension  of  time  for  the  fil- 
ing of  straight  overcharge  claims  which  originated  in  the  period 
of  federal  control.  The  bill  is  pending  before  the  committee  and 
no  action  has  been  taken  thereon.  Representative  Winslow, 
chairman  of  the  committee,  has  been  away  from  Washington  for 
several  weeks,  and  he  expected  to  be  back  July  7.  There  was 
no  opposition  to  the  bill  in  the  Senate  and  quick  action  on  the 
measure  was  expected  in  the  House. 


MILEAGE  BOOK  LEGISLATION 

The  Traffic   World   Washington  Bureau 

Chairman  Clark,  of  the  Commission,  in  a  letter  to  the  House 
committee  on  interstate  and  foreign  commerce,  has  advised 
against  the  enactment  of  legislation  at  this  time  providing  for 
the  issuance  of  mileage  books  at  reduced  passenger  fares.  A 
number  of  bills  providing  for  such  reductions  are  pending  before 
the  House  committee,  and  also  the  Senate  interstate  commerce 
committee.  A  subcommittee  of  the  Senate  committee  has  held 
a  hearing  on  the  bills  before  it.  The  view  of  Chairman  Clark 
is  that  the  revenues  of  the  carriers  are  not  such  as  will  per- 
mit of  substantial  reductions  in  passenger  fares  by  means  of 
mileage  books  at  reduced  fares.  The  reductions  requested  range 
from  20  to  33  1-3  per  cent.  Commercial  travelers  have  been  urging 
the  legislation. 


C.  R.  R.  OF  N.  J.  EXTENSION 

The  Traffic  World  Washington  Bureau 

A  certificate  has  been  issued  by  the  Commission  authorizing 
the  Central  Railroad  of  New  Jersey  to  acquire  in  part  and  con- 
struct in  part  and  to  operate  a  branch  line  of  road  in  Cumber- 
land County,  New  Jersey.  The  branch  will  include  about  3.13 
miles  of  plant  track  constructed  by  the  Seabrook  Farms  Com- 
pany, which  will  be  purchased  from  that  company;  about  1.89 
miles  of  track  heretofore  constructed  by  the  applicant  as  an 
industrial  spur  to  connect  its  New  Jersey  Southern  division  with1 
the  above  plant  track,  and  about  a  mile  of  additional  track  which 
the  company  proposes  to  construct  as  an  extension  to  the  plant 
track,  a  total  of  6.02  miles  of  track.  It  is  proposed  to  unite 
these  segments  of  track  and  to  put  them  in  operation  in  inter- 
state commerce.  The  branch  will  extend  from  a  point  of  con- 
nection with  the  applicant's  New  Jersey  Southern  division  in 
Bridgeton  in  a  generally  northerly  direction  a  distance  of  ap- 
proximately 4.8  miles,  with  a  branch  extending  therefrom  to  the 
right-of-way  line  of  the  West  Jersey  &  Seashore  Railroad,  a  dis- 
tance of  approximately  1.22  miles.  The  purpose  of  the  line  is  to 
provide  improved  facilities  for  the  rapid  movement  of  vegetables 
and  fruits  from  the  territory  to  be  served  to  the  New  York  and 
New  England  markets.  The  company  proposes  to  pay  to  the 
Seabrook  Farms  Company  $140,213.84.  The  total  cost  of  the 
new  construction  is  estimated  at  $73,604.88. 


WISCONSIN-NORTHWESTERN  ABANDONMENT. 

The  Commission  has  issued  a  certificate  authorizing  the  Wis- 
consin-Northwestern Railway  to  abandon  its  line  of  railroad  ex- 
tending from  Girard  Junction  to  Taylor  Rapids,  a  distance  of 
18.3  miles,  in  Marinette  county,  Wis.  The  line  was  built  in 
1903  by  a  company  owning  large  tracts  of  timber  which  have 
been  exhausted.  The  territory  served  is  sparsely  settled  and 
somewhat  rocky,  the  Commission  said,  and  the  farmers  living 
along  the  line  have  made  little  use  of  the  road,  and  there  is 
little  prospect  of  an  increase  in  traffic.  By  hauling  their  produce 
from  five  to  ten  miles  the  farmers  can  reach  the  C.  &  N.  W.,  or 
the  C.,  M.  &  St.  P.,  or  the  M.,  St.  P.  &  S.  Ste.  M.,  the  Commis- 
sion said. 


WHEELING  &  LAKE  ERIE   RENT  NOTES. 

The  Wheeling  &  Lake  Erie  has  been  authorized  by  the  Com- 
mission to  issue  rent  notes  for  not  exceeding  $13,629,000  under 
the  terms  of  a  carrier  contract  to  be  entered  into  pursuant  to 
the  National  Railway  Service  Corporation's  equipment  trust 
agreement,  Series  A,  lease  basis.  The  Commission  previously 
approved  a  loan  of  $3,304,000  to  the  service  corporation  for  the 
purpose  of  aiding  the  Wheeling  &  Lake  Erie  in  buying  equip- 
ment. The  carrier  also  is  authorized  to  guarantee  the  obliga- 
tion of  the  service  corporation  to  the  government,  and  to  pledge 


A.,    F.    AND    G.    CONSTRUCTION. 

The  Alabama,  Florida  &  Gulf  has  been  authorized  by  the 
Commission  to  construct  four  miles  of  railroad  from  Wilson  to 
Dothan,  Ala.,  and  nine  miles  of  railroad  from  Greenwood  to  Mari- 
anna,  Fla.  The  company  operates  a  line  of  railroad  from  a  con- 
nection with  the  Atlantic  Coast  Line  at  Cowarts,  Ala.,  to  Green- 
wood, Fla.  It  has  no  connections  at  the  latter  point  and  no  ac- 
cess to  Dothan  except  over  a  circuitous  route  via  Cowarts.  At 
Marianna,  under  the  authorization,  connection  will  be  made  with 
the  L.  &  N.  and  the  Marianna  &  Blountstown.  The  connection 
at  Dothan,  the  Commission  said  it  was  estimated,  will  reduce 
present  rates  to  communities  on  its  line  by  40  per  cent  by  elimi- 
nating a  two-line  circuitous  movement.  The  estimated  cost  of 
construction  is  $160,955. 


LEAVENWORTH    &  TOPEKA   BONDS 

The  Leavenworth  &  Topeka  Railroad  Company  has  applied 
to  the  Commission  for1  authority  to  issue  $80,000  of  first  mort- 
gage 7  per  cent  bonds  to  acquire  from  F.  L.  Wells  of  Sarasota, 
Fla.,  and  associates  for  $60,000  the  equitable  title  which  those 
parties  hold  in  and  to  the  line  of  railway  now  operated  by  the 
applicant  company.  Three  thousand  dollars  will  be  paid  in  cash 
and  the  remainder  in  the  first  mortgage  bonds  of  par  value  of 
$57,000.  The  remainder  of  the  bonds  are  to  be  deposited  with 
the  Central  Trust  Company  of  Topeka,  Kan.,  under  a  require- 
ment of  the  Kansas  statute  providing  that  25  per  cent  of  such 
a  bond  issue  as  is  proposed  shall  be  deposited  with  some  rep- 
utable trust  company  approved  by  the  public  utilities  commis- 
sion of  Kansas. 


LOAN   TO   K.  C.  TERMINAL 

A  loan  of  $580,000,  under  section  210,  to  the  Kansas  City 
Terminal,  has  been  approved.  The  money  is  to  be  used  in  re- 
tiring maturing  obligations.  The  company  is  to  finance  $2,120,- 
000  of  the  maturities  totaling  $2,700,000.  The  application,  filed 
August  9,  1920,  was  originally  for  a  larger  amount.  It  was 
amended  May  20  and  June  24,  so  that  it  requested  only  the 
amount  which  the  Commission  approved. 


TAX  ON  TRANSPORTATION  OF  FARM  PRODUCTS 
Representative  Harrison  of  Virginia  has  introduced  a  bill 
(H.  R.  7559)  to  repeal  all  transportation  taxes  on  grain,  vege- 
tables, live  stock,  milk,  butter,  fruit  and  other  farm  products. 
The  bill  was  referred  to  the  committee  on  ways  and  means, 
which  has  before  it  several  bills  providing  for  repeal  of  the 
taxes  on  transportation.  The  proposed  legislation  will  be  con- 
sidered when  the  revenue  bill  is  taken  up. 

CHANGES    IN    DOCKET 

Hearing  in  case  11132,  Union  Cypress  Company  vs.  F.  E.  C. 
et  al.,  was  set  for  July  7  at  Washington,  D.  C.,  before  Examiner 
Paulson. 

Hearing  in  12376,  Forbes  Timber  Co.,  Inc.,  vs.  Director-Gen- 
eral and  Nor.  Pac.,  assigned  for  July  1  at  Seattle,  Wash.,  was 
reassigned  for  July  30  at  Seattle,  Wash. 

Hearing  in  12663,  Midland  Linseed  Products  Co.  vs.  Director- 
General,  West  Shore  et  al.,  and  No.  12541,  Midland  Linseed 
Products  Co.  vs.  Director-General,  N.  Y.  S.  &  W.  et  al.,  assigned 
for  July  11  at  New  York  was  canceled  and  reassigned  for  July 
9  at  New  York. 

Hearing  in  12398,  Armour  &  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al., 
assigned  for  July  9  at  Chicago,  was  canceled. 


R.   I.  A.  &  L.  BONDS 

The  Commission  has  authorized  the  Rock  Island,  Arkansas 
&  Louisiana  Railroad  Company  to  issue  at  par  $227,000  first 
mortgage  4%  per  cent  gold  bonds  to  the  C.  R.  I.  &  P.  for  money 
advanced  by  the  latter  in  respect  of  additions  and  betterments 
to  the  line  of  the  applicant.  The  C.  R.  I.  &  P.  owns  all  of  the 
capital  stock  of  the  applicant,  with  the  exception  of  the  qualify- 
ing shares,  and  operates  the  property  under  a  999-year  lease. 


ANN   ARBOR   BONDS 

The  Ann  Arbor  Railroad  Company  has  been  authorized  by 
the  Commission  to  issue  $2,000,000  of  6  per  cent  bonds  under 
its  improvement  and  extension  mortgage.  Of  the  total  issue, 
$1,925,000  of  the  bonds  will  be  pledged  as  collateral  security 
for  promissory  notes  held  by  the  Secretary  of  the  Treasury,  the 
Director-General  of  Railroads  and  the  War  Finance  Corporation. 
The  company  has  had  its  5  per  cent  bonds  pledged  for  these 
notes  and  the  6  per  cent  notes  will  be  substituted  therefor.  The 
remaining  $75,000  of  bonds  will  be  exchanged  for  that  amount 
of  5  per  cent  bonds  now  in  the  company's  treasury.  The  new 
bonds  will  be  issued  in  exchange  for  the  5  per  cent  bonds  under 
the  terms  of  a  supplemental  mortgage  to  the  improvement  and 
extension  mortgage. 
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NOSA    LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien.lDominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

004-12  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   &. 
South.    American  S.S.  Co. 

INCORPORATED 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Buildin 


Pacific  Mail  Steamship  Co. 

Under  American  Ffef-PASSENCERS  AND  FREIGHT  £ira«/<«/ie</  1141 

TRANS-PACIFIC  SERVICE 

"The  Sunthlne  Belt  to  the  Orient" 
San  Francisco  to  Honolulu,  Yokohama,  Kob.,  Shanghai,  Manila, 

Hongkong; 
Paasenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 

stoaiaer  Empire  State  (July  30th):  5.  S.  Golden  State 
(August  6th) :  and  pending  delivery?  other  U.  S.  S.  B.  steamers 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

Granite  State  (July  12th):       S.  S.  Creole  State  (August  13th) 
S.  5.  Wolverine  State  (September  14th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico.  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  S  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 
Via  Los  Angeles  Harbor.  Manzanillo,  San  Jose  de  Guatemala,  La 

Liber  tad,  Corinto.  Panama  Canal.  Kingston,  Havana 

5. 5.  Colom  bia  sails  from  San  Francisco  July  20th,  from  Baltimore  Aug.  30th 

Also  four  Class  A 1  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville.  Savannah.  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai.  Hongkong,  Saigon,  Singapore.  Penang,  Rangoon. 

Calcutta 
Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu.  Yokohama,  Kobe.  Dairen,  Tientsin, 
Shanghai,  Manila,   Saigon,  Singapore,  Calcutta.   Colombo,  Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence  Baltimore. 

Cristobal,  Loa  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  Ittued  to  and  from  point*  beyond  port*  of  call 
General  Pantenger  and  Ticket  office:     $21  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square.  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agentst  U.  S.  Shipping  Board 


625  Third  5 


San  Francisco  Warehouse  Co.,  san Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker*— Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phons)  No.  4883  SAVANNAH,    GA. 


CHICAGO 

Jos.  Stoeklon  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  and  Carload 
Distributors 

PORTLAND,      OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Special  attention  given  merchandise  stock  and  storage  accounts, 
carloads  for  distribution.  Less  carloads  for  city  delivery,  reship- 
ment  and  reforwarding  by  express  or  parcel  post. 

No  switching  char.;*  on  carload  shipments. 


SEATTLE  TRANSFER  CO. 

123  Jackson  St.  Seattle,  Wash. 

Quick  Distribution  of  all  Pool  Can 
100,000  sq.  ft.  of  warehouse  space 
Warehouse-men  and  forwarders. 

ROCHESTER,  NEW  YORK 

General  Storage      Forwarding      Carload  Distribution 

Excellent  facilities  for  reshlpplng  without  cartage.  IiuuraMC  rmt» 
11  cents.  Members  of  American  Warehousemen'*  AMOtdatlon  on* 
American  Chain  of  Warehouses. 


B.    R.   & 


Write  for  particulars. 
P.    WAREHOUSE,    Inc.  KINO   AND    MAPLE   ITS. 


EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spsce  —  Fireproof  —  Bonded  —  $200,000  Capital 
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P.  &  W.  VA.  PLEA  DENIED 

The  Traffic  World  Washington  Bureau 

The  Commission  has  denied  the  special  plea  of  the  Pitts- 
burgh &  West  Virginia,  for  dismissal,  for  lack  of  jurisdiction,  of 
No.  12825,  Republic  of  France  vs.  Wheeling  &  Lake  Erie  et  al. 
In  that  case  the  complainant  alleged  the  storage  rates  on  various 
war  materials  held  at  New  York,  at  various  times,  in  the  period 
between  March  23,  1917,  and  August  17,  1917,  were  unjust  and 
unreasonable,  and  demanded  reparation. 

Lack  of  jurisdiction  on  the  part  of  the  Commission  to  en- 
tertain the  complaint  was  asserted  by  the  Pittsburgh  &  West 
Virginia  on  the  ground  that  that  part  of  the  transportation  act 
directing  the  Commission  to  exclude  the  period  of  federal  con- 
trol, in  computing  the  two  years'  limitation  on  the  filing  of  claims 
for  reparation,  was  unconstitutional.  Counsel  for  the  Pittsburgh 
&  West  Virginia,  with  which  was  joined  its  subsidiary,  the  West 
Side  Belt  Railroad  Company,  offered  to  show  the  Commission 
why  it  was  beyond  the  power  of  Congress  to  say  that  in  com- 
puting the  two  years  of  limitation,  the  Commission  should  treat 
federal  control  as  dies  non,  but  the  Commission,  having  con- 
strued the  statute  as  being  constittuional  in  other  cases,  felt 
no  need  of  enlightenment. 

A  few  days  before  the  Commission  denied  the  plea  of  the 
Pittsburgh  &  West  Virginia,  Judge  Hoehling  of  the  Supreme 
Court  of  the  District  of  Columbia,  denied  an  application  of  the 
carrier  for  an  order  forbidding  the  Commission  to  proceed  to 
the  trial  of  claims  for  reparation.  The  court  held  that  the 
statute  was  constitutional  and  that  the  Commission  had  con- 
strued it  properly  when  it  awarded  reparation  on  claims  arising 
more  than  two  calendar  years  prior  to  the  filing  thereof,  but 
not  more  than  two  years  before  the  filing,  when  the  period  of 
federal  control  had  been  eliminated,  as  directed  by  the  trans- 
portation act. 

RATE  INCREASES  ON  HAY 

Editor  The  Traffic  World: 

The  record  of  the  movement  of  hay  during  the  last  three 
months  indicates  that  probably  no  line  of  business  has  become 
so  thoroughly  demoralized  as  the  hay  business.  Receipts  of  hay 
at  Kansas  City,  "the  world's  largest  market,"  are  the  lightest 
for  a  given  period  since  records  have  been  kept,  and  this  is 
in  the  face  of  the  fact  that  the  producing  sections  are  carrying 
a  big  surplus  of  hay  from  both  the  1919  and  1920  crops. 

In  arriving  at  a  reason  for  this  unprecedented  condition  it 
must  be  borne  in  mind  that  the  big  tonnage  of  hay  that  moves 
commercially  is  grown  in  the  states  of  Kansas,  Nebraska,  Okla- 
homa, Colorado,  Wyoming,  and  Idaho;  that  less  than  twenty 
per  cent  of  the  hay  that  so  moves  is  consumed  in  the  Missouri 
River  terminals,  and  that  the  great  bulk  of  the  tonnage  goes 
to  the  great  consuming  territory  which  comprises  the  Gulf 
states,  Louisiana,  Mississippi,  Florida,  and  the  South  Atlantic 
states,  including  the  Carolinas,  Georgia,  Virginia,  etc.  These 
facts  are  not  controverted  and  have  repeatedly  been  substan- 
tiated by  exhibits  filed  with  the  Commission  in  hearings  In- 
volving freight  rates  on  hay.  It  is  evident,  therefore,  that  the 
average  car  of  hay  moves  under  the  original  load  a  greater  dis- 
tance than  any  other  cheap  essential  commodity  and  that  the 
average  haul  is  approximately  one-thousand  miles. 

At  the  time  the  percentage  advances  in  freight  rates  were 
instituted,  the  south  was  enjoying  an  unprecedented  era  of  pros- 
perity brought  on  by  soaring  prices  of  lumber,  cotton,  and  sugar 
and  the  cost  of  hay  was  a  secondry  consideration;  but  with  the 
return  to  normalcy  these  same  articles  of  commerce  found  a 
market  declining  so  rapidly  that  efforts  to  meet  the  decline  by 
reducing  production  costs  were  unavailing.  A  planter  could 
afford  forty-dollar  hay  when  marketing  thirty-cent  cotton  but 
he  cannot  afford  thirty-dollar  hay  when  marketing  seven-cent 
cotton.  Hay  is  one  of  the  big  factors  in  production  costs  of  the 
southern  crops.  The  process  of  liquidation  on  hay  to  the  grower 
progressed  rapidly  in  an  effort  to  find  a  market  where  it  could 
profitably  be  consumed  and  at  the  present  time  the  market  at 
loading  points  is  as  low  as  at  any  time  in  ten  years.  This 
condition  in  prices  on  the  farm  has  not  relieved  the  situation 
in  the  hay  trade,  so  it  naturally  appears  that  the  one  largest 
factor  in  the  present  situation  is  the  transportation  factor. 
Under  the  percentage  advances  in  freight  rates  the  commodi- 
ties which  moved  on  the  longest  hauls  suffered  the  greatest  pena- 
ties.  If  hay  moved,  for  instance,  from  Emporia,  Kansas,  to 
Kansas  City  as  final  destination,  taking  a  rate  of  ten  cents  per 
hundred,  or  two  dollars  per  ton  before  the  twenty-five  and  thirty- 
five  per  cent  advances  in  freight,  it  will  be  seen  that  the  penalty 
on  these  advances  was  $1.375  per  ton,  but  this  does  not  represent 
the  advance  as  actually  accruing  on  an  average  shipment  loaded 
at  Emporia.  It  is  reasonable  to  assume  that  a  representative 
destination  on  such  a  shipment  would  be  Macon,  Georgia.  Before 
the  percentage  advances  the  rate  from  Emporia,  Kansas,  to 
Macon,  Georgia,  was  fifty  cents  per  hundred  or  ?10  per  ton.  At 
present  the  rate  is  81}4  cents  per  hundred  or  |16.30  per  ton, 
which  with  the  three  per  cent  war  tax  added,  amounts  to  prac- 
tically $17  per  ton,  or  an  added  penalty  in  freight  of  ?7  per  ton. 


In  the  pre-war  period  the  planter  at  points  taking  the  Macon 
rate  found  it  profitable  to  buy  hay  at  from  ?20  to  $22  per  ton 
and  hay  moved  freely  on  this  basis.  With  the  present  rate 
structure  and  allowing  the  grower  even  the  actual  cost  of  pres- 
ent production,  hay  cannot  be  delivered  at  points  taking  this 
same  rate  at  less  than  $28  or  ?30  per  ton. 

It  is  unfortunate  that  the  producing  and  consuming  centers 
for  this  commodity  are  so  far  removed  from  each  other,  but 
it  is  a  condition  that  exists  and  transportation  conditions  must 
be  adjusted  to  meet  it  if  hay  is  to  resume  its  normal  place  in 
the  commerce  of  the  country.  The  south  is  not  and  probably 
never  will  be  a  forage  producing  country,  but  unless  steps  are 
taken  immediately  to  relieve  the  rate  oppression  in  the  hay 
business,  substitutes  will  be  grown  and  fed  in  place  of  alfalfa 
and  timothy  hay.  The  farms  in  the  west  will  have  lost  the 
largest  market  for  one  of  their  greatest  crops.  The  emergency 
is  urgent  and  the  farming  interests  of  both  sections  should  urge 
unceasingly  the  only  remedy — substantial  freight  reductions. 

N.  C.  Campbell, 
President  Kansas  City  Hay  Dealers  Assn. 

Kansas  City,   Mo.,  June  30,   1921. 


WAGE  CUT  REFERENDUM 

In  accordance  with  a  resolution  adopted  by  the  general 
chairmen  of  the  five  train  service  brotherhoods,  at  a  conven- 
tion in  Chicago,  July  5,  a  referendum  vote  will  be  taken,  not 
later  than  September  1,  to  decide  whether  or  not  the  wage 
decreases)  ordered  by  the  Railroad  Labor  Board  in  Decision  No. 
147  will  be  accepted  without  opposition.  Inasmuch  as  this  res- 
olution was  adopted  with  at  least  the  tacit  approval  of  a  com- 
mittee of  five  representing  all  the  organized  rail  workers,  it 
is  expected  that  the  organizations  other  than  those  that  adopted 
the  resolution  will  follow  suit. 

It  is  generally  supposed,  although  no  official  announcement 
has  been  made,  that  a  vote  of  the  membership  of  the  brother- 
hoods to  determine  the  general  sentiment  in  regard  to  the  cuts 
showed  a  determining  majority  opposing  them.  The  general 
chairmen  said,  however,  in  the  statement  issjued  July  5,  that 
they  could  "not  assume  the  responsibility  of  passing  on  the 
wage  reductions."  Nothing  has  been  officially  said  by  the  union 
leaders  as^  to  whether  or  not  the  referendum  will  be,  in  fact, 
a  strike  ballot.  Since,  however,  no  recourse  other  than  to  call 
the  men  out  is  open  to  the  union  leaders,  the  general  opinion 
is  that  a  rejection  of  the  wage  cuts  by  the  workers  would  cause 
trouble.  At  least,  it  would  mean  that  a  great  deal  of  the  work 
done  by  the  Labor  Board  in  arriving  at  a  fair  and  just  basis 
for  the  meas;ure  of  wage  reductions  would  be  undone.  Labor 
leaders  refused  to  comment  on  this  phase  of  the  matter. 

Coupled  with  wages  in  the  resolution  were  the  matters  re- 
garding the  rules  and  working  conditions  abolished  by  the 
board.  The  union  leaders  take  the.  position  that  those  of  the 
rules,  which  affect  the  compensation  of  the  men  in  any  way 
must  be  considered  jointly  with  the  wage  question. 

That  the  workers  are  not  overlooking  any  chance  of  a 
peaceful  settlement  is  indicated  by  what  may  be  termed  a 
postscript  to  the  resolution  in  which  the  president  of  the  Rail- 
way Employes'  Section  of  the  American  Federation  of  Labor  is 
authorized  to  endeavor  to  arrange  a  conference  between  a  com- 
mittee of  railroad  executives  and  labor  representatives. 

"Be  it  further  resolved,"  said  this  part  of  the  resolution, 
"that  we  authorize  our  chief  executive  to  make  arrangements, 
if  possible,  to  met  a  committee  of  railroad  executives  to  be 
selected  to  meet  a  sub-committee  representing  the  organizations 
named  herein,  to  consider  and,  if  posisible,  adjust  all  matters 
in  controversy,  and  that  our  chief  executives  and  the  committees 
handling  these  questions  be  directed  clearly  to  place  the  rep- 
resentatives of  the  railway  corporations,  on  record  as  to  whether 
or  not  they  will  request  further  decrease^  in  rates  or  compensa- 
tion, the  abolition  of  schedule  rules  or  regulations,  or  the  elimi- 
nation of  time-and-one-half  overtime." 


DOCKET  OF  THE  COMMISSION 

Note.      Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
navlng  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
July  11 — San  Francisco.  Calif. — Examiner  Eddy: 

12733 — Lassen  Lumber  and  Box  Co.   vs.   Director  General  and  Sou. 

Pac. 
July  11 — Washington,  D.  C. — Examiner  Kephart: 

12631— McKell  Coal  and  Coke  Co.  et  al.  vs.  C.  &  O.  et  al. 
July  11 — Chicago.  111. — Examiner  Hosmer: 

12598 — Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director  General  et  al. 
July  11 — Duluth,  Minn. — Examiner  Howell: 

12655 — Fitger  Brewing  Co.  vs.  Northern  Pacific  et  al. 

12558 — Jacobson  Bros.  vs.  Northern  Pacific  et  al. 
July  11 — Duluth,  Minn. — Examiner  Flynn: 

12518 — Duluth  Brewing  and  Malting  Co.  vs.  Northern  Pacific  et  «4. 
July  11 — Vincennes,  Ind. — Examiner  Smith: 

12553 — Indiana  Board  and  Filler  Co.  vs.  Director  General  et  al. 

12553  (Sub.   No.  1)— Indiana  Board  and  Filler  Co.  vs.  Director  Gen- 
eral et  al. 
July  11 — Oklahoma  City.  Okla. — Examiner  Hunter: 

12563— Healy  &  Co.  vs.  Director  General,  M.  K.  &  T.  Ry. 

11441 — Hobart  Mill  and  Elevator  Co.  et  al.  vs.  Director  General,  St. 
L.-S.  F.  Ry. 
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Old  Glory  is  now 
on  the  Seven  " 

AMERICAN   SHIPS  ARE  AVAILABLE 
FOR  YOUR  OCEAN  VOYAGE 

New  combination  Passenger  and  Freight  Ships, 

Fast,  Luxurious  Steamers. 

Key  number  beside  ship's  name  indicates  operator 
shown  bottom  of  column. 

EUROPE 
Boulogne   and    London 

From  New  York 

July   12 — August  16 — September  20 — Old  North   State    (159). 
June  28 — August  2 — September  6 — Panhandle  State   (169). 
Bremen   and   Danzig 

From    New    York 

July  18— August  30 — Hudson  (169). 
July  23 — September  7 — Susquehanna    (169). 

June    15 — July   28 — September   14 — October    20 — Potomac    (159). 
Naples  and  Genoa 

From    New    York 

June  80 — August  13— September  24 — Pocahontas    (159). 
Plymouth,  Cherbourg  and  Bremen 

From    New    York 

June  22 — July  23 — August  24 — September   28 — America    (159). 
July  80 — August  27 — September  24 — George  Washington    (169). 

SOUTH  AMERICA 
Rio  de  Janeiro,  Montevideo  and  Buenos  Aires. 

From    New    York 
June  8 — Aeolus  (91). 
June  29 — Martha  Washington    (91). 

FAR    EAST 

Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila,  Hongkong 
From  San  Francisco 

July  23— Empire  State   (106). 
August   6 — Golden   State    (106). 
Yokohama,  Kobe,  Shanghai,   Hongkong,  Manila 

From    Seattle 

June   18 — Keystone  State   (106). 
July   9 — Silver    State    (106). 
July  30— Wenatchee   (106). 

HAWAII,  PHILIPPINES,  EAST  INDIA 
Honolulu,  Manila,  Saigon,  Singapore,  Colombo,  Calcutta 
From  San  Francisco 

July  14 — Granite  State   (105). 
August  13— Creole  State  (106). 

COASTWISE  AND  HAWAII 

Havana,    Canal,    Los    Angeles,    San    Francisco    and    Hawaiian    Islands 
From   Baltimore 

COASTWISE 
Havana.   Canal,   Los   Angeles,   San   Francisco 

From   Baltimore 
June  25 — Empire  State   (106). 


80   Matson   Navigation  Co. 

120  Market  Street, 

San    Francisco,    Cal. 

26  South  Gay  Street,   Baltimore,   Md. 
91   Munson  Steamship  Line, 

67  Wall  Street,   N.  Y., 

Tel.  Bowling    Green  3300. 

105  Pacific  Mail  S.  S.  Co. 
10  Hanover  Sq.,  N.  Y. 
Tel.    Bowling   Green     4630. 

621  Market  Street,   San  Francisco,   Cal. 

106  The  Admiral  Line, 

17  State  Street.  N.  Y. 
Tel.    Bowling    Green    6625. 
L.  C.  Smith  Bldg.,  Seattle,  Wash. 
159    U.    S.    Mail    S.   S.    Co.,    Inc., 
45  Broadway.  N.  Y., 
Tel.    Whitehall    1200. 


U.S.  SHIPPING  BOARD 

Washinjton,DC.\, 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twenty-one  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Ste.m.rs) 


SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 
SS  "VINITA" 
SS  "WEST  KADER" 


July  18 
August  8 
August  29 
September  19 


Transhipment  at  Shanghai  to  American    River  steamers  for 

Nanking,    Pukow,    Hankow    and     other    open 

Yangtse  River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building,  Portland,  Oregon 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 
New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earn*  $19,500  a  year — a  Cleveland  traffic  man  receives  $24.000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  (2,500  to  $10,000  a  year.  The  work  ii 
fascinating  and  intensely  interesting  and  the  rewards  are  biff.  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  these 
big  pay  jobs  T 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  ffood  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  yon  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  cms 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  27-B  4043  Drexel  Blvd.,  Chicago,  IU. 
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July  11 — Parkersburg,  W.  Va. — Examiner  Archer: 
12588 — The  General  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  «d. 
12589 — The  General  Porcelain  Co.  vs.  Director  General,  B.  &  O.  et  al. 
July  11 — Chicago,  111. — Examiner  Barclay: 

12066 — Construction    and    repair   of   railway    equipment    (locomotive 

equipment  of  the  C.  B.  &  Q.  R.  R.) 
July  11 — Atlanta,  Ga. — Examiner  W.  H.  Wagner: 

12233 — Hudson  Mule  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al.     Such  fourth 
section  departures  as  may  exist  in  the  adjustment  of  rates  will  be 
considered  by  the  Commission  in  the  disposal  of  this  complaint. 
July  12 — St.   Louis,   Mo. — Examiner  McQuillan: 

12594 — Walter  A.  Zelnicker  Supply  Co.  vs.  Director  General  et  al. 
12536 — The  Automobile  Gasoline  Co.  vs.  Director  General  et  al. 
July  12 — Chicago,  111.— Examiner  Hosmer: 

12667 — Poehlmann  Bros.  Co.  et  al.  vs.  Director  General  et  al. 
12668 — Poehlmann  Bros.  Co.  et  al.  vs.  Director  General  et  al. 
July  12 — Duluth,  Minn. — Examiner  Flynn: 

12329— Oliver  Iron  Milling  Co.  vs.  Director  General  and  D.  M.   &  N. 
12339— Minnesota  Steel  Co.  vs.  Director  General  and  D.  M.  &  N. 
July  13 — San  Francisco,  Cal. — Commissioner  Aitchison: 
•  12830 — Klamath  County  Chamber  of  Commerce  vs.  Sou.  Pac. 

9294— Portland  Traffic  and  Transportation  Assn.   vs.   Sou.   Pac.   and 

Director  General. 

9434 — Portland  Traffic  and  Transportation  Assn.  vs.  Sou.  Pac.  et  al. 
9472 — Medford  Commercial  Club  vs.  Sou.  Pac.  and  Director  General. 
July  13 — Terre  Haute,  Ind. — Examiner  Smith: 

12654 — Terre  Haute,  Indianapolis  &  Eastern  Tract.  Co.  vs.  Director 

General.  O.  C.  C.  &  St.  L,.  et  al. 
July  13 — Chicago,  III. — Examiner  Hosmer: 

12624 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General  et  al. 
Such  fourth  section  departures  as  may  exist  In  the  adjustment  of 
rates  will  be  considered  by  the  Commission  in  the  disposal  of 
this  complaint. 

12597 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General  et  al. 
July  13 — Argument  at  Washington,  D.  C.: 
11378— Oliver  Iron  and  Steel  Co.  vs.  P.  &  L.  E.  et  al. 
11369 — The  Van   Dusen   Harrington  Co.   et  al.   vs.   Director  General 

et  al. 
July  13 — New  York,  N.  T. — Examiner  H.  J.  Wagner: 

12603 — Central  New  Jersey  Coal  Exchange,  Inc.,  vs.  P.  &  R.  et  al. 
July  13 — St.  Louis,  Mo. — Examiner  McQuillan: 
12645 — Certain-teed  Products  Corporation  vs.  C.  R.  I.  &  P.  et  al. 
12617 — Cape   Girardeau    Portland   Cement   Co.    vs.    Director   General 

et  al. 
July  13 — Pittsburgh,  Pa. — Examiner  Archer: 

12549 — Gulf  Refining  Co.  of  La.  vs.  Director  General  et  al. 

12549   (Sub.   No.   1)— Gulf  Refining  Co.   of  La.   vs.   Director  General 

et  al. 
July  14 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12613— Indian  Refining-  Co.,  Inc.,  vs.  Director  General  et  al. 
July  14 — Argument  at  Washington,  D.  C.: 
11048— The  Alabama  Co.  et  al.  vs.  Director  General  et  al. 
12018 — The   City   of   New  Albany,    Ind.,   and   Robert   W.    Morris   vs. 

Louisville  &  Northern  Ry.  and  Lighting  Co, 
12018   (Sub.    No.   1) — Chamber  of  Commerce   et  al.   vs.   Louisville   & 

Northern  Ry.  and  Lighting  Co. 
July  14 — Chattanooga,  Tenn. — Examiner  W.  H.  Wagner: 

12590 — Lookout  Paint  Manufacturing  Co.  vs.  Director  General  et  al. 


July  14 — Pittsburgh,  Pa. — Examiner  Archer: 

12607 — Homestead  Valve  Mfg.  Co.  vs.  Director  General  et  al. 

12551 — Melcroft  Coal  Co.  vs.  Director  General  et  al. 
July   14 — Chicago,   III. — Examiner  Hosmer: 

12614— The  Chicago  Live  Stock  Exchange  vs.  Director  General  et  al. 
July  15 — Chicago,   111. — Examiner  Hosmer. 

I.   and   S.   1352 — Southern  quarantine   cattle  at  Jersey   City,   N.   J., 

and  New  York,  N.  Y. 
July   15— Philadelphia,   Pa.— Examiner   Satterfleld: 

12581— John  Lucas  &  Co.,  Inc.,  vs.  Director  General  et  al. 

12657 — John  Lucas  &  Co.,  Inc.,  vs.  N.  Y.  C.  et  al. 
July  15 — Argument  at  Washington,  D.  C.: 

12146 — The  National  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  Sc 

S.  F.  et  al. 
July  15 — New  York,  N.  Y. — Examiner  H.  J.  Wagner: 

12622 — The  Continental  Paper  Co.   et  al.  vs.  Director  General  et  al. 
July  15 — Pittsburgh,  Pa. — Examiner  Archer: 

12529 — Wayne  Coal  Co.,  Inc.,  vs.  Director  General  and  P.  &  W.  Va. 

12529  (Sub.  No.  1)— Wayne  Coal  Co.,  Inc.,  vs.  P.  &  W.  Va. 

12225 — Pittsburgh  Steel  Co.  vs.  Director  General  et  al. 
July  15 — Birmingham,  Ala. — Examiner  W.  H.  Wagner: 

12534 — Baker-Reid  Lumber  Co.  et  al.  vs.  B.  &  O.  et  al. 
July  15 — Butte,  Mont. — Examiner  Howell: 

12571 — Joseph  Russell,  doing  business  under  name  of  Auto  Gas  and 

Oil  Co.,  vs.  Director  General,  O.  S.  L.  et  al. 
July   16 — Columbus,   Ga. — Examiner  Wagner: 

12650— Hardaway  Contracting  Co.  vs.  Georgia  Southwestern  &  Gulf. 
July  16 — New  York,  N.  Y. — Examiner  Wagner: 

12620 — National    Assn.    of   Waste    Material    Dealers,    Inc.,    vs.    Ann 

Arbor  et  al. 
July  16 — Argument  at  Washington,  D.  C.: 

•11608 — Pioneer  Lumber  Co.  et  al.  vs.  Director  General  et  al. 

11189 — Pacific  Portland  Cement  Co.,  Consolidated,  vs.  Director  Gen- 
eral and  Sou.  Pac. 

11848 — Apache  Cotton  Oil  and  Mfg.  Co.  vs.  Director  General  et  al. 
July  16 — Ft.  Worth,  Tex. — Examiner  Hunter: 

12670 — Wortham-Carter  Publishing  Co.  et  al.  vs.  Ahnapee  &  Western 
et  al. 

12651 — Wortham  Carter  Publishing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
July  16 — Chicago,  III. — Examiner  Hosmer: 

12583 — Morris  &  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
July  18 — Argument  at  Washington,  D.  C. : 

11627 — Barnett  Lumber  Co.  vs.  Director  General  et  al. 

11877 — Burns  &  Hancock  Fire  Brick  and  Clay  Co.  vs.  Director  Gen- 
eral and  C.  &  E.  I.  R.  R. 

July  18 — Chicago,  111. — Examiner  Hosmer: 

12575 — Selz-Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 

July  18 — New  Orleans,  La. — Examiner  W.  H.  Wagner: 

12570 — Southern  Pine  As«n.  et  al.  vs.  Director  General  et  al. 
July  18 — Kansas  City,  Mo. — Examiner  McQuillan: 

12659 — The  Kaw  River  Sand  and   Material   Co.   et   al.   vs.   A.    T.    & 

S.  F.  et  al. 
12559— The   Kaw  River  Sand   and   Material   Co.   et  al.   vs.   A.   T.   & 

S.  F.  et  al. 

12621 — The  Kaw  River  Sand  and  Material  Co.  vs.   Director  General 
et  al. 
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ATTORNEY  AT  LAW 
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Specialty 
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Federal  Court*. 
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EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 


Bureau  of  Commerce  and  Research 

TRAFFIC  CONSULTANTS 
Statistical  and  Research  Engineers 

Complete  traffic  manager  service.  Preparation  and 
presentation  of  cases  before  the  Interstate  Commerce 
Commission  and  all  Government  Departments. 

Charts,  Graphics  and  Exhibits  prepared. 

Research  work  of  any  character. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rates  and  Particulars  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
139  South  Third   St. 

Pittsburgh 

1537    Oliver    Building 
Savannah.    Ga. 


New    York 
42    Broadway 
Mobile,  Ala. 

S.  W.  Cor.  St.  Francis  &  Water  St«. 
Oakland,    Cal. 


Savannah   Bank   and  Trust    Bids  Parr    Terminal 

Los    Angeles,    Cal.  Portland.    Ore. 

427    Van    Xuys    Bldit.  704    Title    &    Trust    Hlrfir. 

1103    L.    C.   Smith   Bide.,   Seattle.    Wash. 
Room   495.   Ellicott   Sq.    Bldir..    Buffalo,    N.    Y. 
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Dependable 
Pacific  Freight  Service 


Frequent- 
Coastwise 
Sailings 

BETWEEN 

Seattle,     Tacoma, 
Victoria,    Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


REGULAR  SERVICE  SlT«V«^vV%en/t^Tt.t«s\,<i"pingBo.rd.  FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and.  ! Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  EDMORE,  July  20  **SS  WENATCHEE,  Aug.  27 

**SS  KEYSTONE  STATE,  July  30  SS  WHEATLAND  MONTANA,  Sept.  4 

SS  ELDRIDGE,  Aug.  12  **SS  SILVER  STATE,  Sept.  17 

"Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  17^  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  ABERCOS,  July  16      SS  PAWLET,  August  11       SS  COAXET,  Sept.  6       SS  MONTAGUE,  Oct.  2 

For  Sailing  Dates,   Rates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


AME.RICAN      OWNED     AND      OPERATED 


ADMIRAL  LINE 


ON        THE         PACIFIC 


PACIFIC        STEAMSHIP       COMPANY 


July  Ifi. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branche*  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


r-ie 


, 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


KB 

[|CV«M 


7/\\       / 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


-v-.-w 

life 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 
PHILADELPHIA 


[  HAMBURG 
TO      \  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA! 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


MOBILE 

NEW  ORLEANS 


TO 


j 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  Bldg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


REMEMBER 

Remember,  when  it  comes  to  Export  Problems, 
that  we  have  devoted  twenty-two  years  to  their 
solution  so  as  to  insure  speedier  service  and  sub- 
stantial service  on  everything  shipped  everywhere. 

Consolidation  of  freight  and  co-operation  with  shippers. 
Decided  Saving,  Dexterous  Handling  and  Decreased 
Trouble,  all  these  and  more  are  at  your  command  in 
Trans-Continental  Freight  Company  Service,  remember 
that. 


Put  your  next  export  shipment  up  to  us — single  package 
to  a  carload — and  watch  us  save  you    money— remember 


Export  and  Domestic  Freight  Forwarders. 

Everything  for  Export,  and  Household  Goods,  Automo- 
biles, Machinery,  Toys  and  Pianos  for  Domestic  Shipments. 

General  Offices:    Chicago,  203  Dearborn  St. 

Eastern  Offices:    New  York,  Woolworth  Bldg. 

Boston.  Old  South  Bldg.  Cleveland.  Hippodrome  Bldg. 

Buffalo,  Ellicott  Square  Los  Angeles,  Van  Nuys  Bldg. 

Philadelphia,  Drexel  Bldg.  San  Francisco,  Monadnock  Bldg. 

Cincinnati,  Union  Trust  Bldg.  Seattle.  Alaska  Bldg. 

Portland,  Oregon,  i3th  and  Kearney  Sts. 
Write   the   Nearest    Office 
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THE   DISQUE  RATE   DOCTRINE. 

We  are  printing  elsewhere  rather  a  full  account 
of  the  tentative  report  made  by  Attorney-Examiner 
Disque  in  the  complaint  of  the  National  Live  Stock 
Shippers'  League  and  others  for  lower  rates  on  live  stock 
in  the  Western  and  Mountain-Pacific  groups.  The  re- 
port is  notable,  hot  only  on  account  of  the  thoroughness 
with  which  Mr.  Disque  goes  into  the  subject — that  be- 
ing a  habit  of  Mr.  Disque's — but  by  reason  of  the  new 
doctrine  of  rate-making  announced  therein.  The  doctrine 
is,  in  short,  that,  even  though  the  rates  in  question  be 
reasonable  in  a  transportation  sense,  it  is  the  duty  of 
the  Commission  to  have  an  eye  to  the  welfare  of  an  in- 
dustry paying  high  rates.  Whether  the  Commission 
will  welcome  this  enunciation  of  advanced  theory  on  the 
part  of  one  of  its  examiners  and  the  publicity  that  will 
naturally  follow,  is  a  question  that  does  not  concern 
us.  But  we  regard  it  as  fortunate  that  the  Commission 
has  on  its  staff  men  of  Mr.  Disque's  sort  who  are  cap- 
able of  constructive  and  original  thinking  and  who  are 
not  bound  by  mere  figures  and  rules.  We  do  not  say 
that  he  is  right,  but  we  do  say  that  his  observations  are 
worth  thinking  about,  not  only  with  respect  to  the  par- 
ticular case  in  point,  but  with  respect  to  business  gen- 
erally. 

Mr.  Disque  finds  the  live  stock  industry  to  be  in 
serious  condition.  He  does  not  say  that  high  freight 
rates  put  it  there  or  that  lower  freight  rates  would 
entirely  put  it  on  its  feet.  But  he  says  that  high  freight 
rates  are  one  of  the  burdens  that  can  and  should  be 
lifted  from  the  stockmen,  even  though,  as  he  admits, 
present  rates  are  reasonable  from  a  transportation  point 
of  view.  It  is  likely  that  this  report  will  be  used  by 
those  who  favor  lower  rates  generally  as  a  means  of 
increasing  tonnage  and  the  revenue  of  the  carriers.  It 
must  be  noted  that  Mr.  Disque  distinctly  says  that  the 
decrease  is  not  sought  on  the  ground  that  it  would  sub- 

101 


stantially  increase  the  present  movement,  but  rather  on 
the  theory  that  it  would  stimulate  the  industry,  enable 
it  more  quickly  to  recoup  its  losses,  help  save  it  from 
ruin,  preserve  it  as  a  future  and  continuing  source  of 
traffic  for  the  carriers,  and,  by  giving  the  stockmen 
some  purchasing  power,  tend  to  hasten  the  restoration 
of  normal  conditions  generally.  In  other  words,  Mr. 
Disque  finds  the  rates  reasonable  from  a  transportation 
point  of  view  and  unreasonable  from  an  economic  point 
of  view.  He  finds  that  here,  at  least,  is  one  industry  that 
would  be  materially  helped  by  a  reduction  in  freight 
rates. 

It  is  an  interesting  question  that  Mr.  Disque  here 
presents.  Granting  everything  to  be  correct  as  stated 
by  him  as  to  the  condition  of  the  live  stock  industry  and 
the  effect  a  reduction  in  rates  would  have  on  that  in- 
dustry (though  with  no  immediate  increase  in  tonnage 
to  the  carriers),  has  the  Commission  the  authority  to 
grant  a  reduction  on  such  grounds  and,  if  it  has  the 
authority,  should  it  exercise  it  in  favor  of  the  stockmen? 

The  first  question  is  one  of  law.  We  would  not 
presume  to  answer  it  finally  but  it  is  our  opinion  that 
the  Commission  has  the  right  to  make  rates  about  as  it 
sees  fit,  under  the  new  transportation  act.  As  to  whether 
it  should  exercise  its  power  in  favor  of  the  stockmen,  as 
against  a  showing  by  the  carriers  that  they  are  badly  in 
need  of  revenue  and  that  the  live  stock  rates  are  not  un- 
reasonable, in  a  transportation  sense,  that  is  another 
matter.  Suppose  other  industries  in  great  number  make 
the  same  sort  of  showing.  Are  the  rates  affecting  them 
all  to  be  lowered?  If  they  are,  then  where  are  the  car- 
riers to  earn  their  living?  They  are  in  at  least  as  bad 
case  as  most  of  the  industries  complaining  of  the  things 
that  hurt  them  and  Congress  has  given  the  Interstate 
Commerce  Commission  a  special  mandate  to  provide 
living  rates  for  them. 

Mr.  Disque  meets  this  point,  in  a  way,  but  it  is  a 
weak  way.  Defendants,  he  says,  fear  that  if  they  make 
a  reduction  on  one  commodity,  the  same  thing  will  be 
demanded  on  many  others,  and  that,  if  they  yield,  most 
of  them  will  shortly  be  found  in  bankruptcy.  "We  can- 
not believe,  however,"  he  says,  "that  the  country  will 
allow  such  a  thing  to  come  to  pass  as  a  general  condition 
of  receiverships."  And  how,  pray,  will  the  country  pre- 
vent it?  Mr.  Disque  leaves  that  "to  George,"  as  the 
slang  phrase  has  it.  We  should  like  to  have  his  further 
ideas,  if  he  has  any,  along  that  line.  It  is  easy  enough 
to  say  that  these  rates  and  those  rates  and  the  other 
rates  ought  to  come  down  because  they  work  a  hard- 
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GULF,  MOBILE  &  NORTHERN 
RAILROAD 

AND   CONNECTIONS 


GULF,  MOBILE  & 

NORTHERN  R.  R. 

With  Fast  and  Dependable  Freight  Service 
operated  on  schedules  united  with  those  of 
connecting  carriers  and  providing  SECOND 
morning  delivery  BETWEEN  Jackson,  Tenn., 
Bells,  Tenn.,  New  Albany,  Miss.,  and  Mobile, 
Ala.,  and  New  Orleans,  La.,  the  GM&N 
offers  an  unexcelled  route  for  the  handling 
of  Foreign,  Coastwise  and  Domestic  traffic 
BETWEEN  the  East,  North  and  Middle 
West  and  Mississippi  Valley,  Gulf  Ports, 
Southwestern  Territory,  Mexican  border 
points  and  California  Terminals.  Shipside 
delivery  effected  on  Foreign  and  Coastwise 
traffic  at  Gulf  Ports,  inland  and  ocean  rates 
quoted,  bookings  made,  papers  handled,  AND 
FULL,  INFORMATION  furnished  covering 
movement  of  shipments  from  point  of  origin 
to  final  destination. 

These  services  may  be  obtained,  without 
extra  cost,  by  routing  your  traffic: — 

Care  of  "GM&N" 

"The  Road  of  Service" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  information  as  to  Rates,  Routes,  Service,   etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 
C.   L    *    W.    R.    R.    Building,    Indianapolis,    Ind.  201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bide..    New    York 

330    Rei.ch    Building,  Springfield,   111.  337   Marquett*   Bldg.,   Chicago  728    Monadnock    Bldg.,    San    Francisco,    Calif. 

894    Arcade    Building.    St.    Louis,   Mo.  312    Park    Bide.,    Pittsburgh.   Pa.  509  Wesley-Roberts  Bide.,  Lot  Angeles,  Calif. 

1*7  Railway  Exchange,  Kansas  City.  Mo.  41   Porter   BIdg.,  Memphis,  Ten..  Sit  Colman  Bldg..  Seattle,  Wash. 
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ship  nil  business,  and  it  is  easy  enough  to  reply,  when 
one  asks  where,  then,  the  carriers  are  to  get  their  rc\e 
inie.  that  the  country  will  not  permit  them  to  starve; 
Init  by  what  means  is  the  cour.try  to  take  care  of  them? 
By  subsidy  or  guaranty?  That  would  be  the  inference 
from  what  Mr.  Disque  says.  And  that  is  the  alterna- 
tive, if  we  are  not  to  have  government  ownership,  un- 
less, where  there  is  a  decrease  such  as  is  proposed  in 
this  live  stock  case,  there  be  a  corresponding  increase 
mi  some  other  commodity.  For,  bear  in  mind,  the  ques- 
tion here  is  not  one  of  lowering  the  rate  to  increase  the 
("linage  of  the  carriers. 

\Ve  have  had  some  things  to  say  as  to  a  policy  of 
lowering  the  rates  on  some  of  the  heavier  commodities 
and  increasing  them  on  the  higher  classes  of  merchandise 
that  are  better  able  to  pay.  Perhaps  that  is  the  solution. 
But  without  that  or  some  other  plan,  Mr.  Disque's 
theory,  we  fear,  would  fail  to  meet  the  situation  in 
general. 


FEDERAL  RATE  REGULATION 

Out  of  the  disorder  resulting  from  or  incident  to  the 
taking  over  of  the  railroads  by  the  government  for  war 
operation,  their  return  to  their  owners  in  dilapidated 
condition,  and  the  slump  iH  business,  which,  with  high 
operating  costs,  has  made  it  impossible  for  the  railroads 
to  earn  the  revenue  intended  by  Congress,  is  apparently 
emerging  at  least  one  good  thing;  that  is,  the  establish- 
ment of  the  wisdom  of  the  policy  that  there  must  be  one 
supreme  master,  and  not  forty-nine,  over  the  rates  of  the 
railroads.  This  is  evidenced  in  many  ways  but  in  none, 
perhaps,  more  pronouncedly  than  in  the  change  in  the 
views  of  some  of  those  who,  in  the  past,  have  stood  for 
the  "rights  of  the  states"  as  against  federal  control  of  all 
ratt's,  and  who.  out  of  mere  selfishness,  if  for  no  other 
reason,  might  be  expected  to  retain  such  views.  We 
have  in  mind  particularly  at  this  moment  an  address  de- 
livered before  the  Georgia  Bar  Association  at  Savannah, 
June  3,  by  C.  M.  Candler,  the  able  chairman  of  the 
••r^ia  Railroad  Commission.  That  part  of  what  he 
.-aid  that  deals  with  state  regulation  versus  federal  reg- 
ulation of  railroads  is  worth  reproducing,  not  only  be- 
cause of  its  wisdom  and  force,  but  as  indicating  an  im- 
portant trend  of  thought.  Here  it  is: 

I  would  be  less  than  frank  if  I  did  not  state  that  after 
i \\flve  years  of  observation  and  experience  in  dealing  with  the 
problem  of  governmental  regulation,  my  views  as  to  the  efficiency 
and  beneficent  possibilities  of  our  present  system  of  dual  regu- 
lation have  been  modified. 

I  more  than  ever  believe  the  problem  is  a  national  problem, 
and  that  if  solved,  the  final  solution  must  be  the  result  of  na- 
tional treatment,  rather  than  state— rather  than  state  and  na- 
tional. Commerce  knows  no  state  line.  The  proportion  of  it 
transported  within  state  lines  is  comparatively  small  and  to 
that  extent  only  involved  in  the  state  regulation  of  transpor- 
tation agencies,  and  this  proportion  must  be  so  regulated  as 
that  the  larger  interests  are  not  adversely  affected. 

1  cannot  think  of  an  intrastate  rate  on  any  trunk  line  in 
Georgia,  which  does  not  bear  a  relation  to  interstate  rates. 
Georgia  is  so  situated  and  related  to  the  immediately  bordering 
states:  commerce  between  Georgia  and  these  is  so  interwoven, 
that  it  is  impossible  to  make  an  independent  Georgia  intrastate 
schedule  for  any  trunk  HUP  carrier  operating  within  its  borders, 
which  varies  down  from  their  interstate  rates  without  working 
discrimination. 

The  Interstate  Commerce  Commission  is  the  exclusive  judge 
of  this  relationship,  so  that  the  Georgia  commission  must  ''rub- 
ber stamp"  the  interstate  rates  or  have  its  own  state  made 
rates  disregarded  and  ignored.  The  latter  has  taken  place. 
Issues  arising  out  of  this  situation  are  now  pending  in  the  Su- 


preme Court  of  the  United  States.  Unless  this  court  reverses 
its  Shreveport  decisions,  the  transportation  act  of  1920  will  be 
upheld  and  the  powers  of  the  states  to  prescribe  Intrastate  rates 
practically  nullified. 

I  am  not  criticizing  the  course  of  events  nor  questioning 
the  soundness  of  the  principles  announced.  I  am  simply  try- 
Ing  to  state  the  situation  because  It  emphasizes  the  apparently 
Inevitable  conclusion  that  state  regulation  of  national  agencies 
la  now  of  uncertain  and  limited  extent,  and  more  than  likely 
to  be  completely  nullified. 

Our  forefathers  who  constituted  the  railroad  commission  of 
this  state  as  first  organized,  early  and  clearly  apprehended  the 
difficulties  of  handling  the  intrastate  situation  because  of  its 
relation  to  the  interstate  problem.  I  quote  from  their  1881  re- 
port, made  after  they  had  faced  the  problem  for  less  than  two 
years: 

"The  modification  (in  one  of  its  rules  us  to  competitive 
rates)  we  were  compelled  to  make  arose  from  the  fact  that  the 
legislature  of  Georgia  could  only  control  the  railroad?  within 
her  own  borders.  Of  course  it  could  not  interfere  with  business 
without  her  limits,  though  needing  a  like  control.  The  co-opera- 
tion of  the  contiguous  states,  and  even  of  states  beyond  them, 
is  necessary  to  complete  the  beneficial  action  of  the  rule.  Such 
co-operation  of  a  properly  harmonious  character  it  is  almost 
impossible  to  obtain.  The  states  and  their  special  interests  are 
too  numerous,  and  either  too  conflicting  in  fact,  or  supposed  to 
be  so,  to  make  it  at  all  probable  that  they  can  concur  In  the 
same  exact  policy.  It  is  possible  that  feature  of  the  United 
States  Constitution  by  which  Congress  is  empowered  to  regulate 
commerce  between  the  states  will  have  to  be  invoked  as  a 
necessary  and  proper  means  of  effecting  this  object  of  common 
and  harmonious  action.  The  efforts  of  any  state  are  necessarily 
cramped  by  its  territorial  limits;  and  yet  just  here  it  is  that 
the  strongest  safeguards  are  needed.  Perhaps  the  exercise 
of  this  federal  power,  distinctly  granted  for  such  purposes  in 
the  Constitution,  can  alone  supply  the  needed  protection,  and, 
certainly  the  reasons  for  interstate  regulation  are  in  a  manifold 
degree  greater  now  than  when  the  Constitution  was  framed.  If 
the  constitutional  power  is  so  invoked,  then  a  federal  railroad 
commission  would  seem  to  be  indicated  as  the  proper  solution." 

This  suggestion  and  advocacy  of  a  federal  commission,  it 
is  interesting  to  note,  was  made  six  years  before  the  Interstate 
Commerce  Commission  was  created  by  Congress.  The  further 
suggestion  was  that  this  exercise  of  federal  power  through  a 
commission  ought  not  to  conflict  with  state  rights,  but,  on  the 
contrary,  co-operate  with  and  supplement  them. 

As  a  theory  this  is  absolutely  sound,  but  we  cannot  shut 
our  eyes  to  the  fact  that  it  is  not  today  adhered  to  in  practice. 
I  do  not  believe  our  dual  system  of  federal  and  state  regula- 
tion has  been  completely  successful,  or  so  successful  as  not  to 
justify,  really  demand  radical  amendment,  could  one  regulatory 
authority  be  constitutionally  established. 

I  do  not  favor  one  sole  authority  domiciled  at  and  acting, 
from  Washington,  but  my  thought  has  been  of  a  supreme  appel- 
late authority  at  Washington,  intermediate  regional  authorities, 
and  local  or  local  group  authorities  with  original  jurisdiction 
within  state  lines  or  small  state  or  sectional  groups.  This  may 
be,  in  view  of  constitutional  limitations,  an  impossible  theory, 
but  as  a  theory  it  has  long  been  attractive  to  me. 


CONFERENCE  AT  ATLANTA 

W.  V.  Hardie,  director  of  the  Commission's  bureau  of  traffic, 
and  Examiner  W.  J.  Koebel  attended  a  conference  of  carriers 
and  shippers  which  began  at  Atlanta,  July  11,  at  which  an  effort 
was  made  to  come  to  an  agreement  as  to  rates  made  necessary 
by  the  Commission's  decision  holding  that  the  water-compelled 
rates  to  and  from  Nashville  were  unduly  prejudicial.  The  car- 
riers filed  tariffs  which  were  to  remove  the  undue  prejudice  by 
increases,  but  they  were  suspended  in  I.  and  S.  No.  1261.  Since 
that  time  the  carriers  have  been  trying  to  reach  an  agreement 
with  shippers  which  would  eliminate  further  litigation. 

The  carriers'  new  scheme  of  class  rates  would  break  up 
the  Southeastern  adjustment  which  placed  Atlanta,  Macon.  Sa- 
vannah, Montgomery  and  other  southern  shipping  points  on  a 
parity.  The  rate  to  Atlanta  from  Ohio  and  Mississippi  River 
crossings  was  reduced  7  cents  and  used  as  a  yardstick  for  making 
rates  to  more  distant  points.  Shippers  pointed  to  the  fact  that 
the  increases  far  outweighed  the  decreases  in  the  rates.  A  fear 
that  the  general  tendency  to  place  commodity  rates  in  some 
sort  of  percentage  relationship  with  class  rates  will  cause  in- 
creases in  commodity  rates  was  also  expressed. 

Two  days  of  work  at  the  Atlanta  conference  did  not  result 
in  any  material  progress  toward  agreement.  On  the  other  hand, 
it  appeared  several  times  that  the  meeting  was  in  danger  of 
breaking  up.  A  special  committee  of  shippers  was  appointed, 
July  12,  to  prepare  a  rate  scale  for  submittal  to  the  conference.' 


FREE  PANAMA  CANAL  TOLLS 

Representative  Sweet,  of  Iowa,  has  introduced  a  bill  (H.  R. 
7602)  providing  for  free  tolls  for  American  ships  passing  through 
the  Panama  Canal. 
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MONEY  FOR  THE  RAILROADS 

The  Traffic   World   Washington  Bureau 

President  Harding  held  another  conference  July  9  with 
Secretaries  Mellon  and  Hoover,  Chairman  Clark,  of  the  Com- 
mission, and  Director-General  Davis,  of  the  Railroad  Administra- 
tion, on  the  questions  involved  in  the  proposed  funding  of  the 
railroads'  indebtedness  to  the  government  and  in  effecting  set- 
tlements as  speedily  as  possible  between  the  government  and  the 
railroads.  Secretary  Hoover  said,  after  the  conference,  that  a 
meeting  would  be  held  with  the  railway  executives. 

There  appears  to  be  no  opposition  to  the  proposals  for  fund- 
ing of  the  indebtedness  of  the  railroads  to  the  government,  but 
the  difficulty  lies  in  the  fact  that  if  the  indebtedness,  estimated 
at  between  $750,000,000  and  $800,000,000,  is  funded,  the  Rail- 
road Administration  will  have  to  have  additional  funds  to  settle 
with  the  roads,  and  there  appears  to  be  lack  of  a  desire  to  ask 
Congress  for  a  substantial  appropriation  for  that  purupose  at 
this  time. 

Ways  to  avoid  asking  Congress  for  a  direct  appropriation, 
therefore,  are  under  consideration,  one  of  them  being  that  the 
War  Finance  Corporation,  which  has  a  substantial  appropria- 
tion to  its  credit,  be  authorized  by  Congress  to  buy  from  the 
Railroad  Administration  approximately  $310,000,000  of  equip- 
ment notes  which  were  given  by  the  railroads  in  evidence  of 
their  indebtedness  for  expenditures  for  equipment  made  during 
federal  control.  With  the  balance  of  approximately  $200,000,000 
in  the  Railroad  Administration  fund,  $300,000,000  more  would 
make  available  a  fund  of  $500,000,000  which,  it  is  believed,  would 
carry  the  Administration  for  a  considerable  time. 

Funding  of  the  indebtedness  of  the  railroads  will  only  be 
the  flrst  step  toward  the  railroads  getting  their  money,  it  is 
pointed  out.  Settlements  must  be  effected  between  the  Rail- 
road Administration  and  each  railroad  and  that  will  take  time. 
Government  officials -have  deprecated  reports  circulated  recently 
that  great  sums  of  money  will  be  paid  to  the  railroads  in  the 
very  near  future. 

Even  though  the  Association  of  Railway  Executives  should 
urge  the  individual  roads  to  scale  down  their  claims  as  much 
as  possible,  it  will  remain  for  each  road  to  say  what  it,  is  en- 
titled to,  it  is  pointed  out,  and  negotiations  will  have  to  be  en- 
tered into  in  each  claim. 

The  steering  committee  of  the  Association  of  Railway  Execu- 
tives conferred  with  Eugene  Meyer,  Jr.,  director  of  the  War 
Finance  Corporation,  in  New  York,  July  12,  relative  to  the  pro- 
posal that  the  government  fund  the  carriers'  indebtedness  to  the 
government.  Consideration,  it  is  understood,  was  given  to  a  pro- 
posed plan  that  would  involve  the  taking  by  the  War  Finance 
Corporation  of  the  evidences  of  indebtedness  which  the  rail- 
roads would  issu.e  to  the  government  for  cash  which  would  be 
turned  over  to  the  Railroad  Administration  for  use  in  making 
settlements  with  the  railroads.  If  such  a  plan  should  be  adopted, 
it  is  believed  that  enabling  legislation  would  have  to  be  passed 
by  Congress. 


BUSINESS  AND  LOWER   RATES 

The  board  of  governors  of  the  Southern  Traffic  League  has 
requested  the  Commission  to  institute  a  formal  inquiry  to  de- 
termine whether  reductions  in  freight  rates  would  stimulate 
business.  The  League  wrote  the  Commission  "that  whereas  the 
President  of  the  United  States,  cabinet  officials  and  members 
of  Congress  are  urging  that  reduced  rates  be  established  as 
soon  as  possible,  yet  the  Interstate  Commerce  Commission  has 
put  itself  in  a  position  where  it  is  being  criticized  for  its  failure 
to  assist  the  administration  and  because  of  its  handling  of  the 
problem  on  a  purely  informal  basis. 

"The  traffic  league  asserts  that  if  the  Commission  should 
institute  a  formal  investigation  much  futile  clamor  for  reduced 
rates  would  cease  and,  on  the  other  hand,  those  whose  claims 
for  reduced  rates  are  based  upon  merit  would  be  able  to  present 
their  arguments  in  an  orderly  way  and  receive  from  the  Com- 
mission a  decision  that  is  controlling." 


PAYMENTS   TO  RAILROADS 

The  Traffic  World  Washington  Bureau 

The  Treasury  Department  up  to  July  11,  had  paid  out  to  rail- 
roads under  the  provisions  of  the  transportation  act  a  total  of 
$644,168,538.52.  Of  that  amount  $424,013,678.76  was  paid  on 
account  of  the  guaranty  in  the  six  months  following  federal 
control,  divided  as  follows:  Final  payment  of  guaranty,  $1,690,- 
114.71;  advances  on  guaranty,  $262,950,874;  partial  payments  on 
guaranty  under  Winslow  amendment,  $159,372,690.05. 

Under  section  204,  for  reimbursements  of  deficits  during 
federal  control,  $1,354,339.14  had  been  paid,  and  partial  payments 
on  reimbursement  of  deficits  amounted  to  $588,853.02. 

Under  section  210,  for  loans  from  the  revolving  fund  of 
$300,000,000,  a  total  of  $218,211,667  had  been  paid. 

Additional  payments  under  the  act  were  announced  by  the 
Treasury  this  week  as  follows:  Loans  under  section  210:  Evans- 
ville,  Indianapolis  &  Terre  Haute,  $100,000;  National  Railway 
Service  Corporation,  account  of  Chicago,  Rock  Island  &  Pacific, 


$1,108,540;  National  Railway  Service  Corporation,  account  of 
Minneapolis  &  St.  Louis,  $386,190;  Salt  Lake  &  Utah,  $700,000; 
partial  payments  under  section  212,  Central  Vermont,  $100,000; 
Chicago  &  Alton,  $200,000;  Georgia  &  Florida,  $15,000;  Knox- 
ville,  Sevierville  &  Eastern,  $15,000. 

A  certificate  under  section  204  of  the  transportation  act  for 
partial  payment  of  the  deficit  incurred  by  the  Paris  &  Mt.  Pleas- 
ant Railroad  Company  during  federal  control  was  issued  by  the 
Commission,  which  found  that  $80,000  is  now  payable  to  the 
carrier  and  that  the  carrier  owes  the  government  $139,540.04  on 
account  of  traffic  balances  and  other  indebtedness. 

Partial  payment  certificates  have  been  issued  by  the  Com- 
mission in  favor  of  the  American  Railway  Express  Company  for 
$500,000;  Central  Vermont,  $100,000;  and  the  Tennessee  Central, 
$40,000. 


HOOVER  SEES  LOWER  RATES 

Secretary  of  Commerce  Hoover  in  an  address  before  the 
National  Shoe  and  Leather  Exposition  and  Style  Show  at  Bos- 
ton, July  12,  discussing  the  future  of  the  foreign  trade  of  the 
United  States,  declared  production  costs  must  come  down,  and 
that  ultimately  freight  rates  must  come  down. 

"That,"  said  he,  "lies  only  along  the  road  of  increased  effi- 
ciency in  our  whole  industrial  machine.  It  means  a  willingness 
of  our  working  people  to  put  forth  every  effort  that  is  in  them 
consistent  with  health,  proper  family  life,  and  good  citizenship. 
The  surest  road  to  a  continued  high  wage,  and  the  surest  safe- 
guard against  unemployment  is  to  remove  every  restriction  on 
effort. 

"This  must  extend  from  our  mines  to  the  railways,  to  the 
factories,  to  the  wharf  and  to  the  ship.  It  means  smaller  mar- 
gins of  profit.  It  means  that  ultimately  we  must  have  much 
lower  transportation  rates.  It  means  we  must  have  better  or- 
ganized marketing  machinery  abroad  under  Americans  them- 
selves." 

Continuing,  Secretary  Hoover  said  the  government  must 
remove  as  quickly  as  possible  unnecessary  domestic  burdens  on 
commerce  to  which  the  government  is  a  party,  by,  among  other 
things,  the  reorganization  of  the  tax  system,  the  settlement  of 
the  tariff  question,  reduction  of  Shipping  Board  losses,  and  by 
the  settlement  by  the  government  of  the  outstanding  claims  of 
the  railroads. 


WESTERN  GRAIN  AND  HAY  RATES 

The  Traffic  World   Washington  Bureau 

A  general  inquiry  into  the  level  of  rates  on  grain,  grain 
products  and  hay  in  Western  and  Mountain-Pacific  groups, 
ordered  by  the  Commission  in  No.  12929  was  made  public  July 
14.  This  investigation,  on  the  Commission's  own  motion,  is  to 
be  limited  to  the  rates  themselves  and  no  testimony  will  be 
admitted  with  respect  to  relationships  between  particular  points 
under  existing  rates,  the  proceeding  being  confined  to  the 
reasonableness  and  propriety  of  existing  rates.  The  hearing  will 
be  held  in  Washington,  August  15,  before  Commissioner  Lewis. 
Action  by  the  Commission  is  in  response  to  the  application  filed 
last  week  by  the  Kansas  Commission.  The  state  commission, 
however,  asked  an  investigation  only  as  to  western  group  rates. 

While  the  majority  of  state  commissions  in  the  western 
group  favored  a  hearing  in  Washington,  several  of  them  preferred 
hearings  in  their  own  states,  according  to  replies  sent  to  John 
E.  Benton,  general  solicitor  of  the  National  Association  of  Rail- 
way and  Utilities  Commissioners,  in  response  to  requests  for 
their  views  on  the  subject  (see  Traffic  World,  July  9,  p.  72). 

The  state  commissions  of  Wisconsin,  North  Dakota,  Ne- 
braska, Montana,  Oklahoma,  Arkansas,  Kansas,  Iowa  and  Mis- 
souri sent  word  a  general  hearing  at  Washington  would  be  sat- 
isfactory, although  Wisconsin  suggested  that  part  of  the  hearing 
be  held  at  Chicago.  Texas,  Louisiana,  Minnesota  and  South 
Dakota  suggested  that  hearings  be  held  in  the  West.  Texas  and 
South  Dakota  asked  that  hearings  be  held  in  those  states,  and 
Louisiana  suggested  a  hearing  at  St.  Louis,  and  Minnesota,  a 
hearing  at  Chicago. 

Idaho,  which  is  outside  the  western  group,  but  to  which 
word  was  sent,  because  of  the  large  production  of  hay  in  that 
state,  sent  word  that  a  hearing  at  Washington  would  be  agree- 
able, but  it  suggested  that  later  hearings  be  held  in  the  West 
on  the  question  of  the  reasonableness  of  rates  on  all  agricul- 
tural products. 


URGES   IMMEDIATE   PAYMENTS  TO   RAILROADS 

At  a  meeting  of  the  executive  committee  of  the  Texas  Cham- 
ber of  Commerce,  at  Dallas,  July  9,  a  resolution  was  adopted 
urging  the  government  immediately  to  "make  an  early  and 
large  payment  to  the  railroads,"  so  as  to  make  possible  the 
improving  of  railroad  trackage  and  equipment  and  the  purchas- 
ing of  equipment.  It  was  stated  that  this  would  improve  em- 
ployment conditions  and  so  add  to  the  general  prosperity  of 
the  country.  Copies  were  forwarded  to  the  President,  the 
members  of  his  Cabinet,  and  members  of  Congress. 
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Current  Topics 

in  Washington 


The  Disarmament  Conference. — Again  Washington  has  be- 
come the  diplomatic  center  of  the  earth.  The  nations,  some 
willingly  and  other  more  or  less  unwillingly,  are  coming  for 
advice,  which,  when  given,  means  that  the  power  of  the  western 
republic  stands  back  of  the  plan  based  on  that  advice.  Harding 
and  Hughes,  as  McKinley  and  Hay,  backed,  of  course,  by  the 
election  mandate  of  last  fall,  have  shifted  the  negotiations  for 
the  settlement  of  the  world's  troubles  from  Paris  to  Washing- 
ton and  Washington  is  doing  its  full  share  of  talking  about  the 
possibility  of  having  the  real  rulers  of  Europe  here  in  October 
and  November  to  make  the  arrangements  that  are  possible  for 
relieving  the  world  of  the  burden  of  the  armaments  it  is  now 
supporting.  Instead  of  one  conference  there  will  be  two.  The 
"allied  and  associated  powers"  will  confer  on  how  to  disarm. 
All  the  powers,  except  Russia,  interested  in  the  far  eastern  or 
Pacific  question,  including  China,  will  consider  how  the  peace 
may  be  preserved  on  the  Pacific  without  each  going  fully  armed 
with  a  maximum  of  fighting  material  all  the  time.  Including 
China,  it  is  believed,  is  notice  to  Japan  and  England  that  the 
traditional  friend  of  the  United  States  which  the  policy  of 
John  Hay  saved  twenty  years  ago  from  the  rapacious  program 
of  Germany,  is  to  be  considered  as  a  potential  addition  to  the 
armed  forces  of  the  world,  if  the  others  object  to  agreeing  to 
limitation,  if  not  actual  reduction,  in  armaments.  China  may 
come  in  rival  delegations  as  Louisiana  and  Mississippi  go  to 
Republican  National  conventions,  but  the  United  States  will  not 
raise  the  question  as  to  which  China  is  to  be  consulted.  It  looks 
now  as  if  Japan  were  almost  unable  to  swallow  the  dose  prepared 
by  Harding  and  Hughes,  because,  in  her  estimation,  China  is 
"not  such  a  much"  and,  for  the  best  interest  of  Japan,  should 
be  even  less.  France  will  be  present  with  her  fingers  crossed, 
meaning  that  even  if  Germany  has  been  disarmed  she  must  con- 
tinue her  large  army.  She  still  fears  that  part  of  the  old  Frank- 
ish  empire  that  was  Austrasia  while  she  was  Neustria,  and  as 
to  the  true  boundary  betwen  which  there  has  never  been  agree- 
ment since  the  original  separation  between  the  east  and  west 
Franks  in  614.  The  Italians  still  profess  to  fear  the  Goths  to 
the  east,  as  if  their  empire  were  not  about  as  impotent  as  the 
kingdom  of  the  Vandals.  It  will  be  a  fine  mess  that  Harding 
and  Hughes  have  around  them,  but  to  most  Americans,  it  is  be- 
lieved, there  will  be  satisfaction  over  the  fact  that  the  centuries 
old  problems,  which  had  their  beginnings  in  the  successful 
establishment  of  barbarian  kingdoms  in  the  Roman  empire  and 
over  the  later  struggles  over  what  constituted  real  Christianity, 
are  to  be  considered  in  Washington,  and  not  in  Paris.  The  Brit- 
ish, like  the  French  and  the  Italians,  may  also  have  their  fingers 
crossed,  meaning  that  it  is  their  conviction  that  they  must  be 
allowed  to  retain  the  most  powerful  navy,  instead  of  having  all 
navies  reduced  to  the  same  size  and  strength.  The  holding  of 
the  conferences  in  Washington,  to  those  who  might  be  called 
the  dreamers,  suggests  the  thought  that  the  peace  of  the  world 
will  be  assured  when  this  Republic  becomes  so  great  that  pax 
Americana  will  be  accepted  in  the  same  way  that  the  multiplica- 
tion table  is  taken  for  granted — as  one  of  the  things  that  are, 
without  definite  knowledge  of  how  they  came  about.  Great 
Britain  regulated  the  naval  warfare  of  Japan  and  Russia  in 
1903  because  she  had  the  power.  She  told  them  what  they 
might  regard  as  contraband,  and  cotton  going  to  Japan  to  be 
made  into  smokeless  powder  and  clothing  for  the  Japanese  army 
was  not  on  the  list  because,  as  Russia  intimated,  the  Indian 
empire  and  some  British  spinners  were  interested  in  seeing 
that  cotton  moved  freely.  The  side  on  which  America  ranges 
herself  is  bound  to  win.  Then  why  should  not  Washington 
tell  the  rest  of  the  world  how  the  relations  between  nations 
should  be  regulated,  by  means  of  conferences  held  in  Washing- 
ton? That  is  the  question  which  those  who  are  dreamers  are 
formulating  about  the  meetings  that  are  to  be  held  a  few  months 
hence. 


Charles  A.  Prouty. — Charles  Azro  Prouty,  who  died  at  his 
home  in  Newport,  Vt,  last  week,  for  years  was  one  of  the  notable 
men  in  the  regulation  of  common  carriers.  Quick  action  on  a 
matter  was  what  he  desired.  That  may  be  what  caused  his  col- 
leagues on  the  Commission,  in  1914,  to  make  him  director  of 
valuation  at  a  salary  equal  to  that  which  he  was  receiving  as 
one  of  them.  In  the  early  days  when  commissioners  went  out 
to  hold  hearings  more  than  they  do  now,  it  was  not  unusual  for 
Prouty  to  hear  a  case  and  have  the  report  on  it  written  before 
the  transcript  of  the  testimony  was  laid  before  the  Commission. 
Writing  on  the  train  on  his  way  back  to  Washington  was  one 
of  his  favorite  occupations.  Use  of  the  pen  was  a  delight  to 
him,  even  if  the  object  of  his  attention  happened  to  be  the  Presi- 
dent of  the  United  States.  While  President  Taft  was  in  office 
he  undertook  to  use  his  influence  in  behalf  of  a  member  of  the 
Commission  who  desired  to  be  made  chairman.  Taft  understood 


that  Prouty  did  not  care  for  the  honor.  But  Prouty  did  desire 
the  honor,  and  the  letter  be  wrote  to  Taft  amounted  to  a  sharp 
observation  that  Taft  had  better  mind  his  own  business,  which 
was  administering  the  laws  and  not  meddling  in  the  affairs  of 
the  Interstate  Commerce  Commission.  As  director  of  public 
service  and  accounts  in  Director-General  McAdoo's  cabinet, 
Prouty  was  more  or  less  of  a  thorn  In  the  side  of  some  of  the 
railroad  men  in  that  cabinet.  Sometimes  he  was  also  a  bit  of  a 
bramble  In  the  sides  of  shippers,  especially  If  they  thought  that, 
simply  because  they  were  shippers,  the  director  was  bound  to 
agree  with  them.  There  was  real  enjoyment  for  him  in  a  fight. 
One  of  the  most  recent  evidences  of  his  conviction  that  fighting 
was  better  than  acquiescence  was  his  suit  before  the  District  of 
Columbia  Rent  Commission,  in  which  he  sought  to  prevent  an 
increase  in  the  rent  of  an  apartment  he  had  occupied  for  many 
years.  He  was  ill  then,  but  tha't  did  not  deter  him. 


Jurisdiction  Over  Holding  Companies. — It  is  deemed  prob- 
able that  the  Commission's  decision  in  the  Denver  &  Rio  Grande- 
Western  Pacific  consolidation  case  that  a  holding  company  is 
not  subject  to  its  jurisdiction,  even  in  the  matter  of  securities 
affecting  common  carriers  that  are  subject  to  it,  will  attract 
unfavorable  attention.  If  a  holding  company  is  not  subject  to 
the  Commission,  then,  it  is  suggested,  the  things  the  Commission 
was  supposed  to  stop — juggling  and  manipulating  of  railroad 
securities — may  go  on  unchecked,  provided  the  juggling  and 
manipulating  are  done  by  a  holding  company.  The  answer  to 
that  is  that  if  Congress  intended  to  include  holding  companies 
and  their  operations  within  the  scope  of  the  Commission's  au- 
thority, it  would  have  been  easy  to  say  so.  It  did  not.  It  seemed 
to  confine  its  attention  to  the  companies  that  have  to  do  with 
the  actual  operation  of  the  carriers  themselves.  But,  in  retort 
to  that,  it  has  been  asked  in  the  discussions  that  took  place  be- 
fore the  decision  was  announced,  what  object  could  Congress 
have  had  in  placing  the  issuance  of  stocks  and  bonds  under  its 
control,  unless  it  was  intended  that  all  stocks  and  bonds  directly 
relating  to  any  transportation  agency  should  come  within  the 
boundaries  of  the  Commission?  However,  Commissioners  East- 
man and  McChord  called  attention  to  the  fact  that  they  did  not 
agree  with  that  construction  of  the  law  and  if  congressmen  have 
any  definite  idea  on  the  subject  they  can  easily  amend  the 
securities  sections  so  as  to  put  the  holding  companies  within 
the  control  of  the  Commission  in  so  far  as  their  operations  affect 
common  carriers  by  railroad.  The  only  trouble  is  that  Congress 
never  seems  to  know  anything  until  the  facts  are  laid  before  it 
and  explained  in  words  suitable  for  children  in  a  kindergarten. 
Even  then  Congress  seemingly  has  difficulty  of  understanding, 
except  on  purely  political  subjects. 


"No  Par  Value"  Stock  Certificates. — The  Commission's  deci- 
sion to  permit  the  issue  of  "no  par  value"  shares  of  common 
stock,  authorized  for  the  first  time  in  the  Denver  &  Rio  Grande- 
Western  Pacific  application,  may  also  cause  expressions  of  shock 
among  shippers  who  have  not  followed  the  arguments  closely,  or 
who  may  not  have  been  interested  even  to  the  extent  of  reading 
anything  on  the  subject.  Stock  certificates  with  a  par  value 
written  on  their  face  constitute  so  much  of  the  customary  scenery 
that  the  omission  of  figures  may  tend  to  create  suspicion.  If 
one  were  moralizinng,  it  might  be  suggested  that  if  there  were 
more  suspicion  among  the  buyers  of  stocks,  it  would  be  better 
for  the  country.  It  has  been  estimated  that  the  annual  con- 
tribution to  stock  swindlers  is  something  like  half  a  billioon. 
There  are  millions  of  people  who,  when  getting  a  flash  of  a 
certificate  of  stock  bearing  the  figures  "$100"  on  its  face,  think 
of  the  piece  of  paper  as  being  worth  $100.  The  shares  of  stock 
with  no  figures  on  their  face,  it  is  suggested,  will  cause  every 
prospective  purchaser  to  ask,  "Well,  what's  it  worth?"  which  is 
what  ought  to  be  asked  by  every  buyer  of  every  certificate  of 
stock.  The  figures  on  certificates  of  stock  have  no  meaning  to 
informed  buyers.  They  may,  however,  mislead  the  uninformed. 
Therefore,  it  has  been  argued  their  omission  may  tend  to  show 
uninformed  buyers  that  the  figures,  where  used,  are  usually  with- 
out any  real  meaning.  The- quotations  in  the  stock  market  show 
that  the  par  value  figures  mean  nothing.  The  quotations  are 
the  estimates  as  to  the  real  value  of  the  certificates,  made  by 
those  who  think  they  know  the  earning  power  of  the  corpora- 
tion, either  now  or  in  the  comparatively  near  future,  or  what 
it  may  become  under  certain  conditions.  Even  if  tne  certificates 
to  be  issued  by  the  reorganized  Denver  &  Rio  Grande  were 
marked  $1,000,000,  everybody  would  know  that  the  value  could 
only  be  determined  after  an  investigation  by  the  prospective 
buyer. 


Foreign  Mail  Without  Sufficient  Postage. — Twice  a  year,  at 
least,  the  Post  Office  Department  is  under  the  constraint  of 
complaints  to  call  the  attention  of  American  business  men  to 
the  fact  that  they  are  committing  heinous  social,  if  not  business, 
offenses,  by  sending  out  catalogues  and  other  advertising  matter 
without  sufficient  postage.  The  commonest  offense  is  to  send 
to  Latin  America  mail  to  which  a  two-cent  stamp  has  been 
affixed,  on  the  assumption  that  the  two-cent  rate  applies.  Under 
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the  laws,  foreign  mail  coming  in  without  sufficient  postage  is 
subject  to  double  postage.  One  piece  of  mail  leaving  the  United 
States  with  a  two-cent  stamp  affixed,  and  addressed  to  a  point 
in  Central  or  South  America,  will  use  the  recipient  to  pay  ten 
cents  for  something  he  may  not  crave  exceedingly,  if  at  all.  The 
ten  cents  is  collected  because  the  United  States  and  the  other 
countries  have  never  agreed  on  divisions,  so  to  speak,  except  on 
the  basis  of  a  prepaid  through  joint  rate  of  five  cents.  If  that 
rate  is  not  paid,  the  country  of  origin  and  of  destination  assume 
that  the  piece  of  mail  is  so  important  that  it  should  not  be  de- 
layed and  that  the  man  at  destination  will  be  glad  to  pay  the 
five  cents  that  should  have  been  affixed  in  the  country  of 
origin  and  the  penalty  of  local  rate,  on  foreign  stuff,  in  the 
country  of  destination.  The  too  polite  recipient  cannot  imagine 
the  North  American  does  not  know  the  law,  and  would  hate  him- 
self for  presuming  to  send  printed  matter  collect,  so  he  says 
nothing,  assuming  that  if  the  sender  is  so  small,  he,  the  re- 
cipient, can  afford  to  pay  the  annoying  bill.  Postmaster-General 
Hays  is  trying  to  advise  American  business  houses  on  that  point, 
but,  as  before  remarked,  even  semi-annual  warnings  are  not 
sufficient  to  break  up  the  practice. 

A.  E.  H. 


In  the  event  that  proportionals  are  already  carried  in  the 
tariff,  a  third  parallel  column  will  have  to  be  printed  to  show 
the  proportionals  after  the  rule  has  been  applied  to  the  orig- 
inal proportionals,  which  were  affected  by  the  principles  of 
Freight  Rate  Authority  No.  10. 


RULE  FOR  COMBINATION  RATES 

As  a  result  of  a  consultation  by  traffic  officials  in  Washing- 
ton, July  8,  Eugene  Morris  is  preparing  an  application  for  sixth 
section  permission,  which,  if  granted,  will  enable  each  carrier 
or  group  of  carriers  to  publish,  in  blanket  supplement  form,  the 
rule  now  carried  in  Morris's  U.  S.  I.  C.  C.  No.  1,  for  making 
rates  on  combination.  If  and  when  that  permission  has  been 
given,  the  rule  for  making  rates  on  combination  will  have  dis- 
appeared from  the  file  of  Morris  tariffs,  and  individual  tariffs 
will  no  longer  refer  to  Morris's  U.  S.  I.  C.  C.  No.  1. 

The  new  form  of  publication,  if  the  Commission  permits,  will 
come  into  operation  November  1.  The  proposal  is  to  have  the 
new  tariffs  issued  on  sixty  days'  notice.  The  sixth  section  per- 
mission will  pertain  only  to  the  form,  and  not  the  length,  of 
notice  to  be  given  to  the  Commission  and  to  the  public. 

What  good  the  proposed  change  in  form  of  publication  will 
accomplish,  tariff  and  traffic  men  in  the  Commission  are  not  able 
to  perceive.  That  it  will  get  rid  of  the  Morris  tariff  and  all 
reference  to  it,  is  obvious.  But  the  rule  for  making  rates  by 
combination,  which  is  obnoxious  to  tariff  men  and  irritating  if 
not  obnoxious  to  shippers  and  their  traffic  men,  will  exist  in 
another  form. 

This  decision  to  change  the  form  is  regarded  as  confession 
that  the  rule  cannot  be  eliminated  so  long  as  shippers  insist  on 
the  observance  of  the  principle  that  only  one  factor  should  be 
increased  where  a  through  rate  is  made  on  combination,  if  the 
combination  conies  into  competition,  as  it  does  in  99.9  per  cent 
of  the  times,  with  joint  rates  which  were  subjected  to  only  one 
increase  under  the  terms  of  General  Order  No.  28. 

When  the  railroad  traffic  men  started  out  to  get  rid  of  the 
rule  their  idea  was  that  they  would  be  able  to  restore  the  old 
rule,  which,  in  its  essence,  is  that  when  a  rate  is  made  by  com- 
bination, the  combination  is  to  be  the  sum  of  the  locals  or 
applicable  proportionals,  and  not  something  else. 

Under  the  rule  in  Morris's  tariff,  devised  almost  wholly  as 
a  method  for  dividing  the  money  obtained  from  the  through 
rate  made  on  combination,  proportionals,  where  applicable,  are 
subject  to  deduction  so  as  to  avoid  the  imposition  of  two  or  more 
increases,  one  on  each  factor.  If  the  Commission  permits  the 
carriers  to  publish  the  rule  as  proposed,  it  will  be  a  rule  for 
ascertaining  proportionals  made  by  adding  or  subtracting  from 
other  proportionals,  which  is  something  unusual  in  a  single 
tariff  publication  and  will  give,  it  is  believed,  something  fully  as 
complicated  as  the  most  complicated  of  the  Leland  tariffs,  than 
which  there  is  no  more  complex  thing  on  earth. 

Usually  a  blanket  supplement  is  a  cheap  way  of  making  a 
change  of  general  application  in  the  shortest  possible  time.  The 
Commission  gave  the  carriers  eighteen  months  to  absorb  the 
rates  made  under  the  permission  in  Ex  Parte  No.  74  into  the 
regular  tariff  forms,  reissued  in  the  ordinary  routine.  In  other 
words,  a  blanket  supplement  is  regarded  as  a  temporary  ex- 
pedient, to  be  got  rid  of  as  soon  as  possible,  under  the  routine 
of  re-issuing  tariffs. 

Unless  the  Commission,  in  connection  with  the  proposed 
permission,  gives  the  carriers  permission,  without  limitation,  to 
maintain  the  blanket  supplements,  the  railroads  will  have  to 
make  arrangements  for  getting  rid  of  the  blanket  supplement 
carrying  the  rule,  by  reissuing  the  tariffs  to  which  the  rule  is 
attached,  worked  out  in  accordance  with  the  rule.  That  is  to 
say,  each  tariff  to  which  the  rule  is  attached  by  means  of  a 
special  supplement,  will  have  to  be  reissued  so  as  to  show  each 
rate  in  the  tariff,  as  made  by  the  rule.  If  the  rule  is  attached 
to  a  brick  tariff  which  says  that,  for  ascertaining  the  through 
rate,  one  cent  should  be  deducted  from  the  rate  to  the  river 
and  two  from  the  rate  from  the  river,  the  reissued  tariff  will 
have  to  show  the  rate  to  the  river  if  the  traffic  is  not  going 
beyond.  It  will  also  have  to  show,  in  a  parallel  column,  that 
same  rate  with  the  one  cent  deducted,  as  the  proportional  to  be 
applied  up  to  the  river.' 


CEMENT  RATE  INQUIRY 

The  Traffic  World  Washington  Bureau 

Another  inquiry  into  the  quality  of  rates  prescribed  by  a 
state  Commission  has  been  initiated  by  the  Commission  in  for- 
mal docket  No.  12911,  cement  rates  from  Sugar  Creek,  Mo.,  to 
Kansas  City,  Mo.,  with  which  has  been  consolidated,  for  pur- 
poses of  hearing,  No.  10421,  Lehigh  Portland  Cement  Company 
vs.  A.  T.  &  S.  F.,  Director-General,  et  al.,  and  No.  10517,  Atlas 
Portland  Cement  Company  vs.  A.  T.  &  S.  F.,  Director-General 
et  al.  The  two  formal  docket  cases  last  mentioned  have  been 
re-opened  for  further  hearing.  The  orders  instituting  the  in- 
quiry into  the  quality  of  the  state  rates  and  the  re-opening  of 
the  complaints  of  the  cement  companies  against  the  Santa  Fe 
were  passed  by  the  Commission  on  the  same  day. 

The  question  in  issue  is  as  to  whether  the  rates  on  cement 
from  Sugar  Creek  into  Kansas  City,  required  by  the  Missouri 
commission  to  be  maintained,  discriminate  against  interstate 
commerce  in  favor  of  intrastate  commerce.  Such  discrimina- 
tion is  forbidden  by  the  thirteenth  section  of  the  act,  in  terms 
supposed  to  merely  write  the  principles  of  the  Shreveport  case 
into  the  statute. 

The  Santa  Fe,  in  compliance  with  the  Commission's  order  in 
No.  10241,  Lehigh  Portland  Cement  Company  vs.  A.  T.  &  S.  F., 
Director-General,  et  al.  (59  I.  C.  C.  52),  filed  tariffs  applicable 
on  cement  from  Sugar  Creek  to  Kansas  City,  intended  to  abate 
the  undue  prejudice  against  Bonner  Springs,  Kan.,  to  points  in 
the  switching  district  of  Kansas  City.  The  rates  filed  by  the 
carrier  in  compliance  with  the  Commission's  order  were  those 
which  the  Commission,  in  its  report  and  order,  in  that  case, 
said  would  remove  the  undue  prejudice  against  the  cement 
originating  at  Bonner  Springs. 

The  Missouri  commission,  June  7,  ordered  the  permanent 
cancellation  of  the  rates  which  the  federal  Commission  had  said 
would  have  the  effect  of  removing  the  undue  prejudice,  thereby 
substituting  the  judgment  of  the  state  body  for  that  of  the 
federal. 

It  is  a  direct  conflict  between  the  state  and  federal  authority 
which  will  enable  the  state  commission  to  go  into  court,  if  so 
advised,  challenging  the  right  of  Congress  to  authorize  the  fed- 
eral commission  to  make  rates  for  application  within  a  state  in 
the  way  in  which  it  has  sought  to  make  rates  in  the  states  since 
the  enactment  of  the  amended  thirteenth  section. 

After  reciting  that  in  the  Lehigh  Portland  Cement  case  it 
was  decided  that  the  observance  of  the  order  of  the  Missouri 
commission  may  cause  "undue  and  unreasonable  preference  and 
advantage  to  intrastate  commerce  and  undue  and  unreasonable 
prejudice  and  disadvantage  to  interstate  commerce,  and  unjust 
and  unreasonable  discrimination  against  interstate  commerce," 
the  Commission  said: 

It  is  ordered  (1)  that  the  Commission,  upon  its  own  motion,  enter 
upon  an  investigation  to  determine  whether  the  said  rates  and 
charges  required  by  the  Public  Service  Commission  of  the  state  of 
Missouri  to  be  maintained  by  said  Atchison,  Topeka  &  Santa  Fe 
Railway  Company,  cause  or  will  cause  any  undue  or  unreasonable 
advantage,  preference  or  prejudice  as  between  persons  or  localities  in 
intrastate  commerce  on  the  one  hand  and  interstate  commerce  on  the 
other  hand,  or  any  undue,  unreasonable  or  unjust  discrimination 
against  interstate  commerce,  and  as  to  what  rates  and  charges,  if 
any,  or  what  maximum  or  minimum  or  maximum  and  minimum 
shall  be  prescribed  to  be  charged  by  said  Atchison,  Topeka 
&  Santa  Fe  Railway  Company  in  order  to  remoxe  such  advantage, 
preference,  prejudice  or  discrimination,  if  any,  as  may  be  found 
to  exist. 


STAPLES  MAY  SUCCEED  PROUTY 

The  Traffic   World   Washington  Burcin 

Charles  F.  Staples,  former  member  of  the  Railroad  and 
Warehouse  Commission  of  Minnesota,  who  has  been  in  the  bu- 
reau of  valuation  of  the  Commission  for  several  years,  has  been 
designated  as  acting  director  of  the  bureau,  pending  the  selec- 
tion of  a  permanent  director  as  successor  to  Charles  A.  Prouty, 
who  died  July  8. 

John  E.  Benton,  general  solic  or  of  the  National  Associa- 
tion of  Railway  and  Utilities  Conui  issioners,  in  a  bulletin  to 
state  commissions  informing  then  of  the  death  of  Director 
Prouty,  expressed  the  hope  that  th  >  appointment  of  Mr.  Staples 
would  be  made  permanent. 

"Mr.  Staples,  as  a  member  of  the  advisory  board,"  said  he, 
"has  been  associated  with  the  valuation  work  for  several  years. 
During  the  illness  of  Mr.  Prouty  for  the  past  six  months  he  has 
acted  in  his  stead.  By  ability,  training  and  character,  he  is 
especially  well  qualified  for  the  position  of  director." 

Mr.  Benton  said  Director  Prouty  was  largely  instrumental 
in  obtaining  the  passage  of  the  valuation  act,  and  desired  to 
conclude  his  public  service  by  carrying  the  work  under  that 
act  to  substantial  completion. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  HOGS 

New-  rates  on  hogs  are  to  be  established  on  or  before  Septem- 
ber 1,  on  not  less  than  five  days'  notice,  from  South  St.  Paul, 
Sioux  City,  South  Omaha,  Kansas  City,  and  South  St.  Joseph  to 
\.irt h  Fort  Worth,  the  Commission  having  held  the  existing 
and  prior  rates  unreasonable  and  awarded  reparation  in  a  re- 
port on  No.  11522,  Swift  &  Co.  vs.  Chicago,  Rock  Island  &  Pacific, 
Director-General,  et  al.,  opinion  No.  6944,  62  I.  C.  C.  166-70  (see 
Traffic  World,  July  9,  p.  68).  The  report  was  written  by  Chair- 
man Clark.  Commissioner  Daniels  concurred  in  part,  but  sug- 
gested that  the  award  of  reparation  on  a  sporadic  movement 
was  not  warranted  by  any  snowing  of  damage. 

Swift  &  Co.  sought  the  establishment  of  reasonable  rates 
on  a  large  number  of  shipments  of  hogs  moving  on  and  after 
June  25,  on  the  ground  that  the  rates  charged  were  unreason- 
able to  the  extent  that  they  exceeded  the  scale  prescribed  by 
the  Commission  in  22  I.  C.  C.  160,  for  similar  short  line  dis- 
tances increased  in  accordance  with  General  Order  No.  28  and 
as  authorized  by  Ex  Parte  No.  74.  Swift  &  Co.  did  not,  however, 
insist  upon  the  application  of  that  scale,  but  merely  suggested 
its  use  as  a  convenient  method  by  which  to  measure  the  un- 
reasonableness of  the  rates  charged. 

The  Commission  held  that  the  rates  were,  are,  and  for  the 
future  will  be  unreasonable  because  and  to  the  extent  that  from 
South  St.  Joseph  and  other  points  mentioned,  including  Kansas 
City  to  North  Fort  Worth  exceeded,  exceed  or  may  exceed  rates 
on  hogs  in  single  deck  cars  of  43.5  cents  for  single  line  hauls 
and  45  cents  for  joint  line  hauls,  and  on  hogs  in  double  deck 
cars  of  38  cents  for  single  line  hauls  and  39  cents  for  joint  line 
hauls  subject  to  Ex  Parte  74  increases  and  the  minimum  weights 
prescribed  by  the  Director-General  in  the  scale  initiated  by  him 
on  January  20,  1919. 

A.  &  S.  S.  NOT  COMMON  CARRIER 

The  Commission,  by  means  of  a  report  on  No.  10755,  Alle- 
gheny &  South  Side  Railway  Co.  vs.  Pittsburgh  &  Lake  Erie, 
Director-General,  et  al.,  opinion  No.  6961,  62  I.  C.  C.  248-52,  has 
thrown  that  railroad  company  out  of  the  company  of  common 
carriers  and  directed  it  to  cancel  its  tariffs  on  the  files  of  the 
Commission.  The  railroad  company,  the  stock  of  which  is 
owned  by  the  Oliver  Iron  &  Steel  Company,  owns  no  tracks  or 
equipment.  It  leases  tracks  and  equipment  from  the  iron  and 
steel  company,  which  has  contracts  with  the  Pittsburgh  &  Lake 
Erie  and  the  Pennsylvania,  by  which  it  has  the  right  to  use 
the  main  tracks  of  those  trunk  lines  in  return  for  the  right  of 
way  over  its  property  granted  by  the  iron  and  steel  company  to 
them. 

The  trunk  lines  have  a  contract  with  the  Allegheny  &  South 
Side  whereby  that  company  does  the  switching  for  the  proprie- 
tary interest  at  one  dollar  per  car  and  other  switching  at  cost, 
not  exceeding  93  cents  per  car,  and  $10  per  day  maintenance  on 
locomotives,  although  the  cost  is  greater  than  the  ninety-three 
cents.  The  contracts  whereby  the  iron  and  steel  company  has 
the  right  and  does  use  the  main  lines  of  the  trunk  railroads 
were  made  in  1881  and  1885. 

Objections  to  reforming  the  contracts  was  made  by  the  rail- 
road companies  on  the  ground  that  the  Commission  was  with- 
out power  toward  damages  to  one  common  carrier  against 
another;  that  the  Commission  had  no  jurisdiction  to  prescribe 
the  terms  upon  which  the  Director-General  or  the  trunk  lines 
should  employ  complainant  to  do  this  particular  work  for  them; 
and  that  the  contracts  entered  into  with  the  complainant  have 
been  fully  performed  by  the  defendants.  The  Commission  found, 
as  follows: 

AW  are  of  opinion  and  (ind  that  complainant  was  not  and  is  not 
a  common  carrier  tubject  to  the' interstate  commerce  act;  that  de- 
fendants have  had  and  still  have  the  option  of  performing  the  work 
themselves  or  of  employing  their  switching  agent  upon  their  own 
terms,  if  unjust  discrimination  or  undue  prejudice  or  preference  Is  not 
thereby  created;  that  the  contracts  under  which  complainant  acts 
as  switching  agent  of  defendants  are  not  shown  to  have  been  or  to 
be  in  violation  of  the  interstate  commerce  act;  and  that  therefore 
we  are  without  power  to  abrogate  or  reform  the  contracts. 

As  to  the  allegations  of  unjust  discrimination  and  undue  preju- 
dice, no  industrial  or  other  switching  line  similarly  situated  is  shown 
to  have  been  or  to  be  accorded  preferential  treatment  by  defendants. 
The  only  contention  in  this  respect  is  that  the  trunk  lines  have  dis- 
criminated between  the  traffic  of  the  proprietary  industry  and  that 
of  the  other  industries  served.  The  industry  is  not  before  us  seeking 
relief.  Complainant  has  received  Its  published  tariff  charge  for  per- 
forming interchange  switching  for  the  industry,  and  admits  that  it 
has  never  sought  to  have  this  charge  increased. 

Complainant  should  promptly  cancel  its  schedules  on  file  with  us. 
The  complaint  will  be  dismissed. 

ABSORPTION  OF  SWITCHING  CHARGES 

In  a  report  written  by  Commissioner  McChord  on  No.  10704, 
Tidewater  Oil  Company  vs.  Central  of  New  Jersey,  Director  Gen- 


eral, et  al..  opinion  No.  6957,  G2  I.  C.  C.  226-8,  the  Commission 
affirmed  Its  original  finding  In  58  I.  C.  C.  92,  and  dismissed  the 
complaint.  In  the  original  report  the  Commission  held  that  the 
refusal  of  the  Central  to  absorb  the  switching  charges  of  the  East 
Jersey  Railroad' &  Terminal  Company  at  Bayonne,  N.  J.,  on  traf- 
fic shipped  by  or  consigned  to  the  complainant,  while  absorbing 
the  charges  on  traffic  to  and  from  independent  Industries  served 
by  the  East  Jersey,  had  not  been  shown  to  be  unjustly  discrim- 
inatory or  unduly  prejudicial. 

Affirmance  on  further  argument  still  means  that  the  com- 
plainant did  not  prove  its  case.  On  the  further  hearing  or  argu- 
ment the  complainant  contended  that  the  fourth  section  was  vio- 
lated, but  McChord  said  no  sufficient  evidence  had  been  offered 
on  that  point  to  warrant  a  finding. 

The  East  Jersey  is  owned  by  the  oil  company.  The  Central 
of  New  Jersey  can  reach  the  proprietary  and  other  industries  only 
by  the  use  of  the  tracks  of  the  East  Jersey  or  the  employment 
of  its  servants  and  its  equipment.  On  the  traffic  to  and  from 
the  so-called  independent  industries,  the  Central  absorbs  the 
switching  charges  of  the  East  Jersey.  On  traffic  handled  for  the 
proprietary  traffic,  there  is  no  absorption.  One  set  of  shippers 
on  the  East  Jersey  obtains  its  traffic  at  the  Bayonne  rates.  The 
industry  that  owns  the  East  Jersey  pays  the  Bayonne  rates  and 
then  bears  the  cost  of  getting  the  traffic  over  the  rails  of  Its  own 
railroad,  which  is  in  addition  to  the  Bayonne  rates.  That  prac- 
tice the  complainant  alleged  resulted  in  the  imposition  of  un- 
justly discriminatory  and  unduly  prejudicial  charges  on  the  Tide- 
water Oil  Company. 

The  arrangement  for  the  absorption  was  made  by  the  East 
Jersey  and  not  by  the  complainant,  Commissioner  McChord  said. 
The  declaration  of  the  Commission,  in  the  original  report  was 
to  the  contrary.  Nevertheless,  McChord  said,  It  appeared  that 
the  present  method  of  delivery  is  better  suited  to  the  changed 
conditions  in  the  complainant's  plant  than  the  former  practice. 
That  change  in  practice,  he  indicated,  is  due  to  the  expansion  of 
the  business  of  the  complainant,  and  the  fact  that  the  tracks 
formerly  used  for  the  replacement  by  the  Jersey  Central  became 
inadequate.  Therefore,  the  complainant  built  tracks  within  Its 
plant  connecting  only  with  the  East  Jersey;  that  the  movement 
of  the  East  Jersey's  engines  interfered  with  the  Jersey  Central 
making  deliveries.  The  Tidewater  company,  when  it  allowed  the 
East  Jersey  to  exercise  the  right  of  a  proprietor  on  the  tracks  on 
which  the  Central  of  New  Jersey  formerly  made  deliveries  to 
the  Tidewater,  lost  free  delivery  by  the  Central  of  New  Jersey,  but 
the  East  Jersey  did  not  acquire  the  right  to  compensation  from 
the  Jersey  Central  for  doing  that  which  the  Jersey  Central  no 
longer  could  do.  McChord  said  the  complainant  was  not  seeking 
a  restoration  of  the  former  practice  and  that  if  restored  the  prac- 
tice would  be  unsuited  to  its  needs. 

McChord  said  that  the  facts  shown  of  record  did  not  disclose 
undue  prejudice  against  the  complainant  because  there  is  no  com- 
petition between  the  Tidewater  and  the  other  Industries  on  the 
East  Jersey  on  outbound  manufactured  products  and  none  on  the 
inbound  tonnage  of  cooperage  and  coal  which  may  originate  in 
the  same  markets.  He  said  that  ordinarily  undue  prejudice  does 
not  exist  in  the  absence  of  competition,  which  the  facts  do  not 
disclose,  if  it  exists. 

Further,  the  Commission  said  that  section  2  primar- 
ily relates  to  the  line-haul,  and  to  sustain  a  finding  under  that 
section  it  must  be  shown  that  the  line-haul  services  are  like  and 
contemporaneous  and  under  substantially  similar  circumstances 
and  conditions.  No  such  showing  had  been  made  In  this  case. 
He  said  that  if  the  service  is  over  a  different  line,  or  if  over 
the  same  line,  for  a  substantially  different  haul,  the  transporta- 
tion service  is  substantially  different.  He  said  there  was  no 
showing  sufficient  to  invoke  an  order  under  section  2. 

At  the  close  of  the  report  Commissioner  McChord  devoted  a 
few  lines  to  the  question  as  to  whether  the  Identity  of  the  dol- 
lar used  In  the  construction  of  one  railroad  is  a  fact  of.  sufficient 
weight  to  cause  difference  in  treatment.  On  that  point  he  said: 

It  is,  of  course,  clear  that  the  mere  fact  of  financial  or  corporate 
relationship  between  an  industry  and  a  common  carrier  industrial 
railroad  does  not  alone  Justify  a  trunk  line  in  according  the  controlins 
industry  less  favorable  treatment  than  that  given  Independent  in- 
dustries served  by  the  industrial  railroad. 


PLASTER  AND  GYPSUM  PRODUCTS 

The  Commission,  in  a  report  written  by  Commissioner  East- 
man, on  No.  10614,  Grand  Rapids  Plaster  Co.  vs.  Ann  Arbor, 
Director-General,  et  al.,  opinion  No.  6960,  62  I.  C.  C.  237-47,  has  dis- 
approved a  readjustment  of  rates  on  plaster  and  gypsum  prod- 
ucts from  Fort  Dodge,  Gypsum  and  Mineral  City,' la.,  and  Grand 
Rapids,  Mich.,  to  territory  in  Wisconsin,  Michigan  and  Minne- 
sota, proposed  by  the  carriers  in  supposed  conformity  with  the 
Commission's  prior  report  in  57  I.  C.  C.  264.  The  Commission 
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hoped  that,  with  the  aid  of  its  previously  expressed  views,  the 
carriers  would  be  able  to  check  in  rates  satisfactory  to  it  and 
to  the  complainant,  thereby  saving  the  Commission's  time. 

New  rates,  prepared  by  the  Commission,  are  to  be  made 
operative  on  or  before  September  2,  on  not  less  than  five  days' 
notice.  The  findings  of  the  Commission,  which  will  also  show 
the  rates  that  are  to  be  made  operative,  are  as  follows: 

"Upon  further  consideration  of  the  whole  record  we  find  that 
the  rates  attacked  are,  and  for  the  future  will  be,  unduly  pref- 
erential of  Fort  Dodge  and  points  grouped  therewith,  and  un- 
duly prejudicial  to  Grand  Rapids,  to  the  extent  that  they  exceed 
or  may  exceed  rates,  taking  into  consideration  the  increases  of 
1920,  made  as  follows:  To  destinations  nearer  to  Grand  Rapids 
than  to  Fort  Dodge  the  rate  from  Grand  Rapids,  minimum  40,000 
pounds,  should  be  lower  than  the  contemporaneous  rate  from  Fort 
Dodge  to  the  same  point  by  not  less  than  0.5  cent  for  each  20  miles 
or  less  difference  in  distance;  to  destinations  nearer  to  Fort  Dodge 
than  to  Grand  Rapids  the  rate  from  Grand  Rapids,  minimum 
40,000  pounds,  should  exceed  the  contemporaneous  rate  from 
Fort  Dodge  to  the  same  point  by  not  more  than  0.5  cent  for 
each  20  miles  or  less  difference  in  distance;  and  to  the  des- 
tinations to  which  rates  from  Fort  Dodge  are  maintained  subject 
to  a  minimum  of  60,000  pounds,  the  rates  from  Grand  Rapids, 
minimum  60,000  pounds,  should  exceed  those  from  Fort  Dodge 
by  not  more  than  4.5  cents  to  the  St.  Paul  and  Duluth  groups 
and  2  cents  to  the  Ashland  group,  and  should  be  not  less  than 
5  cents  lower  to  the  Hancock  group  than  those  from  Fort  Dodge. 

"We  further  find  that  the  rates  attacked  from  Grand  Rapids, 
minimum  40,000  pounds,  are,  and  for  the  future  will  be,  un- 
reasonable to  the  extent  that  they  exceed  or  may  exceed  the 
rates  for  corresponding  distances  stated  below,  which  take  into 
consideration  the  increases  of  1920. 


Rate 

Rate 

Distance. 

Cents. 

Distance. 

Cents. 

From 

161 

miles 

to  170 

miles. 

18 

From 

431 

miles 

to  450 

miles. 

26 

From 

171 

miles 

to  190 

miles. 

18.5 

From 

451 

miles 

to  480 

miles. 

26.5 

From 

191 

miles 

to  210 

miles. 

19.5 

From 

481 

miles 

to  500 

miles. 

27.5 

From 

211 

miles 

to  240 

miles. 

20 

From 

501 

miles 

to  520 

miles. 

28 

From 

241 

miles 

to  260 

miles. 

20.5 

From 

521 

miles 

to  540 

miles. 

28.5 

From 

261 

miles 

to  280 

miles. 

21.5 

From 

541 

miles 

to  580 

miles. 

29.5 

From 

281 

miles 

to  300 

miles. 

22 

From 

581 

miles 

to  600 

miles. 

30 

From 

301 

miles 

to  330 

miles. 

22.5 

From 

601 

miles 

to  620 

miles. 

30.5 

From 

331 

miles 

to  350 

miles. 

23.5 

From 

621 

miles 

to  660 

miles. 

31.5 

From 

351 

miles 

to  380 

miles. 

24 

From 

661 

miles 

to  680 

miles. 

32 

From 

381 

miles 

to  410 

miles. 

24.5 

From 

681 

miles 

to  700 

miles. 

32.5 

From 

410 

miles 

to  430 

miles. 

25.5 

"In  applying  the  preceding  scale  short-line  distances  should 
be  used,  computed  in  the  manner  described  in  Western  Cement 
Rates,  52  I.  C.  C.  225,  at  page  229,  as  follows: 

*  *  *  Distance  via  the  shortest  possible  routes  embracing  as 'a 
maximum  the  lines  or  parts  of  lines  of  no  more  than  three  carriers 
via  existing  connections  for  interchange  of  carload  traffic  should  be 
used  as  the  measure  of  the  scale  rates  *  *  *  and  ' 
will  not  be  necessary  to  revise  the  rates  every  time  a  new  connection 
is  installed.  The  use  of  the  short-route  distance  is  merely  for  the 
purpose  of  fixing  a  measure  of  the  rates  and  does  not  necessarily 
govern  the  routes  traversed  as  an  operating  matter.  If  in  checking 
in  the  shortest  route  the  lines  of  the  same  carrier  are  used  twice  in 
constituting  different  sections  of  the  route,  the  two  sections  of  the  same 
carrier's  line  shall  count  as  two  of  the  three  factors  contemplated 
by  the  rule. 

"We  further  find  that  the  rates  from  Grand  Rapids  to  points 
in  the  St.  Paul,  Duluth,  Ashland  and  Hancock  groups,  as  herein- 
before described,  are,  and  for  the  future  will  be,  unreasonable 
to  the  extent  that  they  exceed  or  may  exceed  for  a  minimum 
of  60,000  pounds  rates  of  20,  22.5,  22.5,  and  23.5  cents,  respectively, 
which  take  into  consideration  the  increases  of  1920." 


RATES  ON  BY-PRODUCT  COKE 

In  a  report  on  No.  10357,  Seaboard  By-Product  Coke  Co.  vs. 
D.,  L.  &  W.,  Director-General,  et  al.,  opinion  No.  6977,  62  I.  C.  C. 
317-34,  written  by  Commissioner  Hall,  the  Commission  condemns, 
as  unreasonable  and  unduly  prejudicial,  rates  on  by-product  coke 
from  Seaboard,  N.  J.,  to  destinations  in  New  England,  New 
York  and  New  Jersey.  It  denied  through  routes  and  joint  rates 
from  Seaboard  to  destinations  on  the  New  Haven  via  New  York 
harbor.  In  fourth  section  No.  7999  it  ordered  the  discontinu- 
ance of  relief  from  the  fourth  section  on  coke  on  and  after  No- 
vember 1,  1921. 

The  condemned  rates  are  to  be  superseded  by  a  mileage 
scale  operative  on  November  1.  It  begins  with  90  cents  a  ton 
for  distances  not  greater  than  10  miles.  It  proceeds  with  a  10- 
cent  increase  for  each  increase  of  10  miles  up  to  110  miles, 
then  a  10-cent  increase  for  the  next  15  miles,  and  then  a  10-cent 
increase  for  each  25  miles  up  to  600  miles,  at  which  the  rate 
becomes  $3.90  a  ton,  subject  to  increases  authorized  in  Ex  Parte 
No.  74. 

Reparation  has  been  awarded  on  findings  as  to  the  character 
of  specific  rates.  The  general  finding  was  that  the  rates  ap- 
plied over  all  rail  routes  to  the  territories  of  destination  con- 
sidered in  the  case,  from  August  14,  1917,  to  January  21,  1918, 
inclusive,  were  unreasonable  and  unduly  prejudicial  to  the  extent 
that  they  exceeded  80  per  cent  of  the  rates  shown  in  the  dis- 
tance scales  before  mentioned;  and,  except  to  points  on  the  west 


shore  in  New  Jersey  over  intrastate  routes,  are  and  for  the 
future  will  be  unreasonable  and  unduly  prejudicial  to  the  extent 
of  their  excess  over  the  rates  shown  in  the  before-mentioned 
scale,  subject  to  the  increase  authorized  and  operative  on  Au- 
gust 26,  1920.  The  rates  increased  under  the  authority  of  the 
last  general  advance  will  apply  on  minimum  weight  of  50,000 
pounds  in  open  cars  and  40,000  pounds  when  loaded  in  box  or 
stock  cars,  except  that  when  cars  are  loaded  to  cubic  or  visible 
capacity  actual  rates  will  apply. 

The  findings  as  to  specific  movements  are  that  $1.20  was 
applicable  from  Seaboard  to  Greenville,  N.  Y.,  as  part  of  the 
through  rate  and  that  any  charges  in  excess  should  be  refunded; 
that  the  rates  applied  on  shipments  to  Munns  and  East  Branch, 
N.  Y,  were  unreasonable  to  the  extent  that  they  exceeded  $2.15 
and  $1.65  per  net  ton,  respectively,  and  that  the  rates  applicable 
on  shipments  to  Syracuse,  Brooklyn,  Eastern  District  Terminal, 
Wallabout  Terminals,  Atkins,  Farmingdale  and  Port  Chester, 
N.  Y.,  and  Bridgeport,  Higganum  and  Midway,  Conn.,  were  not 
unreasonable. 

The  report  on  the  case  mentioned  also  covers  No.  10370, 
Seaboard  By-Product  Coke  Co.  vs.  Director-General,  as  agent,  et 
al.;  No.  10371,  Same  vs.  Director-General,  et  al.;  No.  10386,  Same 
vs.  Director-General,  as  agent,  et  al.;  No.  10395,  Same  vs.  Di- 
rector-General, as  agent,  et  al.;  and  Nos.  10414,  10449  and  10485, 
all  by  the  same  company  against  the  Director-General  and  the 
same  defendants. 


INGOTS,  SAN  FRANCISCO  TO  SEATTLE 

In  a  report  written  by  Commissioner  Hall,  the  Commission, 
in  No.  11270,  Pacific  Coast  Steel  Company  vs.  Southern  Pacific, 
Director-General,  et  al.,  opinion  No.  6953,  62  I.  C.  C.  207-10,  has 
held  that  the  applicable  rates  on  steel  ingots,  from  San  Fran- 
cisico  and  South  San  Francisco  to  Seattle,  between  October  24, 
1918,  and  June  18,  1919,  were  not  unreasonable  or  unduly  preju- 
dicial. There  is  an  intimation  in  the  report  that  if  the  complain- 
ant had  made  the  point  the  Commission  would  have  been  con- 
strained to  hold  that  the  rate  from  South  San  Francisco  was 
unduly  prejudicial  because  three  cents  per  100  pounds  higher 
than  from  San  Francisco,  as  it  did  in  South  San  Francisco 
Chamber  of  Commerce  vs.  Southern  Pacific  (53  I.  C.  C.  285). 
Since  the  shipments  moved  the  railroads  have  removed  that 
undue  prejudice. 

The  ingots  involved  in  this  case  were  big  ones,  suitable  for 
forging  into  ship  shafting.  The  complainant  contended  that 
the  rate  applicable  to  castings  should  have  been  imposed  on 
them.  Seventy-three  carloads  of  these  ship  shafting  ingots 
moved  on  rates  of  52.5  cents  from  San  Francisco  and  three  cents 
higher  than  from  South  San  Francisco.  On  one  of  them  there 
were  undercharges,  but  the  intention  of  the  railroads  was  to 
apply  the  rates  mentioned,  which  were  combinations  based  on 
Portland,  Ore.  The  complaining  steel  company  contended  that 
the  rates  imposed  were  illegal  and  that  the  rate  of  44  cents  on 
castings  should  have  been  accorded  them. 

As  a  general  proposition  the  railroads  admitted  that  the 
rates  on  ingots  should  not  be  greater  than  on  manufactured 
articles,  such  as  angles,  bars,  beams  and  channels,  but  a  witness 
for  the  complainant  admitted  that  these  ingots  were  not  of  the 
kind  that  usually  take  the  lower  rates.  The  latter  weigh  from 
1,300  to  2,000  pounds,  while  the  ingots  in  question  were  from 
11  to  15  feet  in  length,  octagonal  in  cross  section  and  weighed 
up  to  10  tons  apiece.  They  were  shipped  on  flat  cars,  just  as 
they  came  from  the  molds,  except  that  the  piping  had  been  cut 
off. 

The  much  lower  rates  on  castings,  it  was  shown,  were  due 
to  the  competition  of  the  ships  for  business  between  San  Fran- 
cisco and  Portland.  It  was  shown  that  even  if  the  ship  shafting 
ingots  had  moved  by  water  on  the  basic  water  rate  of  25  cents, 
there  would  have  been  what  are  known  as  heavy-lifht  charges  of 
25  cents  on  articles  weighing  6  tons  and  45  cents  on  articles 
weighing  10  tons.  The  aggregate  of  the  water  route  carriers,  the 
Commission  report  said,  would  have  been  greater  than  the  all- 
rail  charges.  Commissioner  Hall  compared  the  ton-mile  and 
car-mile  earnings  on  such  ingots  from  Minnequa  and  Chicago 
and  found  them  higher  than  the  earnings  on  the  traffic  in  ques- 
tion, although  the  distances  are  greater  and,  under  the  theory 
of  rate-making,  they  should  have  been  lower. 


RATES  ON  STEEL  BARS 

Application  of  the  same  rates  to  cold  rolled  steel  bars  as  are 
given  to  merchant  bars,  on  or  before  October  1,  has  been  ordered 
by  the  Commission  in  a  report  on  No.  11139,  Texas  Carnegie 
Steel  Association  vs.  Baltimore  &  Ohio,  Director-General,  et  al., 
opinion  No.  6962,  62  I.  C.  C.,  253-8,  in  which  the  complainant 
alleged  that  the  combination  rail  and-water  rates  on  cold-rolled 
or  drawn  steel  bars,  bar  iron  (polished)  and  shafting,  in  car- 
loads, from  Cumberland,  Md.,  in  Atlantic  seaboard  territory,  from 
Beaver  Falls  and  other  points  adjacent  to,  but  not  in  seaboard 
territory  to  Galveston  via  New  York  were  unreasonable  and  un- 
duly prejudicial  in  so  far  as  they  exceeded  the  rates  on  merchant 
steel  from  and  to  the  same  points,  and  also  violative  of  the 
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fourth  section  in  that  they  were  higher  than  the  rates  con- 
temiioi  aneou.sly  over  the  same  route  via  Galveston  to  Houston 
and  other  points  in  Texas. 

Processes  in  the  steel  mills  in  the  making  of  the  different 
kinds  of  bars,  plates  and  shapes  were  described  by  Commissioner 
I  hill  to  show  that  there  are  merchant  burs  more  valuable  than 
shafting  or  cold  rolled  bars,  so  the  difference  in  value  was  not 
sufficient  justification  for  a  difference  in  rates.  The  New  York- 
(nilveston  water  component  is  the  one  specifically  attacked.  It 
was  .-UK!  is  19  cents  higher  on  the  cold-rolled  bars  and  shafting 
i  linn  on  the  merchant  bars.  The  carriers  defended  the  higher 
raie  on  the  ground  that  the  polished  bars,  used  in  making  ma- 
chinery shafting  and  automobile  axles, being  covered  with  grease, 
we  re  harder  to  handle  and  likely  to  cause  damage  to  the  ships 
by  slipping  out  of  the  slings;  also  that  bending  of  the  polished 
bars  is  more  serious  than  the  bending  of  the  so-called  merchant 
liars.  Commissioner  Hall  said  the  boat  lines,  while  alleging  the 
greater  danger  in  handling  the  polished  bars,  had  not  introduced 
arn  evidence  to  show  that  they  had  ever  paid  any  loss  and  dam- 
age claims  on  shafting,  which  were  attributable  to  the  greater 
dilliculty  in  handling  or  the  fact  that  they  were  bent  in  transit. 
He  called  attention  to  the  fact  that  the  railroads  make  no  dis- 
tinction between  cold-rolled  and  other  kinds  of  bars,  the  cold- 
rolling  having  the  effect  of  removing  the  mill  scale,  increasing 
the  density  of  the  steel  and  in  some  sizes  increasing  the  value 
materially.  He  said  there  were  no  such  differences  in  transpor- 
tation conditions  as  to  warrant  differences  in  the  rates  for  the 
water  part  of  the  transportation. 

In  fourth  section  order  No.  7998,  the  Commission  denied 
fourth  section  relief,  as  of  October  1,  forbidding  the  carriers  to 
continue  the  charging  of  the  higher  rates  from  the  territory  in 
question  to  Galveston  than  from  intermediate  points. 


RATING  ON  SHOW  OR  DISPLAY  CASES 

The  Commission  has  dismissed  No.  11290,  Specialty  Display 
Case  Company  vs.  Ann  Arbor,  Director-General,  et  al.,  opinion 
No.  6967,  62  I.  C.  C.  279-82,  holding  that  the  less-than-carload  rat- 
ing of  double  first  class  on  show  or  display  cases,  counter  or 
floor,  within  Official  Classification  territory,  is  not  unreasonable. 

This  complaint  grew  out  of  the  increase,  after  the  Commis- 
sion's decision  in  National  Commercial  Fixture  Manufacturers' 
Association  vs.  Ann  Arbor  et  al.  (40  I.  C.  C.,  484),  from  first 
class  to  dolble  first  class.  The  Uniform  Classification  Commit- 
tee proposed  three  times  first  class  on  all  show  cases,  other 
than  the  small  dispay  cases,  on  the  ground  that  it  was  impossible 
to  distinguish  between  them.  The  Commission  said  the  small 
display  cases  should  be  put  back  in  the  description  and  double 
first  class  applied  to  the  whole  lot.  The  complainant,  a  manu- 
facturer at  Kendallville,  Ind.,  said  that  decision  resulted  in  a 
large  decrease  in  its  business  in  the  east,  especially  in  the  small 
or  miniature  cases.  It  tried  to  obtain  a  first  class  rating  on  them 
in  less-than-carload  quantities,  but  the  Commission  was  not  con- 
vinced by  the  record  that  that  should  be  done. 


RATES  ON  BANANAS 

The  Commission  has  dismissed  No.  11565,  Providence  Fruit 
&  Produce  Exchange  et  al.  vs.  Director  General  et  al.,  opinion 
No.  6947,  62  I.  C.  C.  179-80,  holding  that  the  rates  on  bananas, 
from  New  York  harbor  lighterage  points  to  Providence,  R.  I., 
and  Worcester,  Mass.,  had  not  been  shown  to  be  unreasonable 
or  otherwise  unlawful.  The  dismissal  also  covers  No.  11565 
(Sub.  No.  1),  W.  H.  Blodgett  &  Co.  vs.  Same.  The  rates  under 
attack  were  43  cents  to  Providence  and  42.5  cents  to  Worcester. 
The  allegation,  in  substance,  was  that  the  rates  were  unreason- 
able because  higher  than  the  applicable  third-class  rate  of  39.5 
cents  from  Philadelphia  and  Newark  to  Providence  and  Worces- 
ter through  New  York.  The  Commission  said  the  routes  from 
shipside  in  New  York  lighterage  points  to  destinations  in  ques- 
tion were  made  arbitraries  higher  than  the  third  class  rate  from 
Philadelphia  and  Newark  on  account  of  the  greater  service  from 
the  lighterage  points  in  the  harbor  to  Harlem  River.  After  the 
shipments  moved  the  rates  from  New  York  lighterage  points 
were  made  the  same  as  the  rates  from  Newark  and  Philadel- 
phia. 


COAL  CAR  DISTRIBUTION 

The  rule  laid  down  by  the  Commission  in  In  Re  Irregular- 
ities in  Mine  Ratings  (25  I.  C.  C.  286)  for  the  distribution  of 
coal  cars  to  joint-mines — that  is,  mines  having  sidetrack  con- 
nection with  two  or  more  railroads — is  to  be  put  into  effect  by 
the  Baltimore  &  Ohio,  Chesapeake  &  Ohio,  Virginian,  and  other 
railroads  in  West  Virginia,  without  delay.  The  Commission, 
in  a  report  on  No.  12081,  Fairmont  &  Cleveland  Coal  Company 
vs.  Baltimore  &  Ohio,  opinion  No.  6965,  62  I.  C.  C.  269-75,  and 
cases  bracketed  with  it,  has  held  rule  4  in  Car  Service  Circular 
CS-31,  Revised,  to  be  unreasonable  and  unduly  prejudicial  against 
joint-mines.  The  rule  of  the  Illinois  case,  as  the  Commission 
calls  the  one  in  25  I.  C.  C.,  286,  is  to  be  substituted  for  it. 

No  order  requiring  the  carriers  to  file  their  car  service 
rules  as  tariff  publications  has  been  issued  in  the  matter, 


although  under  paragraph  13  of  section  1  the  Commission  has 
authority  so  to  order  them.  The  implication  Is  that  if  they  fall 
promptly  to  change  their  car  service  rules,  an  order  directing 
them  to  file  the  rules  as  tariff  publications  will  be  issued. 

In  disposing  of  the  cases  heard  together  and  disposed  of  In 
one  report  the  Commission  reproduced  what  it  said  in  the 
Illinois  case  as  to  the  advantages  joint-mines  have  over  mines 
on  a  single  line  of  railroad  and  its  observation  that  the  ad- 
vantages enumerated  are  important  and  that  the  junction-point 
or  joint-mine  is  entitled  to  protection  in  the  reasonable  enjoy- 
ment of  the  advantages. 

The  condemned  rule,  adopted  by  the  Railroad  Administra- 
tion while  the  railroads  were  under  one  management  and 
operated  as  a  single  system,  says  that  a  joint-mine  Is  not  en- 
titled to  more  than  50  per  cent  of  a  supply  of  cars  from  each 
railroad,  if  it  is  served  by  two  railroads,  on  days  on  which  it 
calls  upon  both  railroads  to  supply  cars.  Under  the  Illinois 
rule,  a  joint-mine  is  entitled  to  as  high  as  75  per  cent  from 
each  carrier.  For  purposes  of  argument  the  joint-mine  com- 
plainants, in  this  case,  contended  that  they  were  entitled  to 
100  per  cent  from  each  of  the  two  roads  Involved  in  a  supposi- 
tions case.  The  Commission,  in  effect,  held  that  it  was  entitled 
to  not  more  than  150  per  cent,  or  75  per  cent  from  each  road. 
In  disposing  of  the  case,  the  Commission  said: 

Following  the  views  expressed  in  that  case  (the  Illinois  cage) 
and  upon  this  record,  we  find  that  Rule  4  of  Circular  CS-31  Revised 
is  unreasonable  and  unduly  prejudicial  to  joint  mines  and  unduly 
preferential  of  local  mines,  to  the  extent  that  it  limits  the  aggregate 
orders  of  the  joint  mine  to  100  per  cent  of  its  rating  from  both  roads: 
and  that  for  the  future  during  periods  of  car  shortage  defendants 
should  distribute  cars  to  the  Joint  mines  on  their  lines  here  considered 
on  the  basis  outlined  in  the  Illinois  case,  namely,  on  days  when  the 
joint  mine  orders  cars  from  only  one  carrier  it  shall  have  cars  based 
on  its  full  rating  from  that  carrier,  and  on  days  on  which  It  orders 
cars  from  both  carriers  its  rating  on  each  of  such  carriers  shall  be 
75  per  cent  of  its  full  rating,  subject  to  the  limitation  that  it  shall 
on  no  day  be  supplied  with  cars  in  excess  of  its  maximum  rating. 
Information  should  be  exchanged  between  carriers  showing  the  left- 
over cars  in  order  to  prevent  some  of  the  abuses  which  have  hereto- 
fore been  pointed  out. 

Under  paragraph  13  of  section  1  of  the  interstate  commerce  act 
we  are  authorized  by  general  or  special  orders  to  require  all  the 
carriers  by  railroad  subject  to  the  act  to  file  with  us  from  time  to 
time  their  rules  and  regulations  with  respect  to  car  service,  and  we 
may  in  our  discretion  direct  that  such  rules  and  regulations  be  in- 
corporated in  the  schedules  showing  rates,  fares  and  charges  for 
transportion  and  be  subject  to  any  or  all  of  the  provisions  of  the  act 
relating  thereo. 

We  have  not  required  that  car  service  rules  be  filed  as  tariff 
schedules.  We  will  not  in  this  proceeding  direct  that  the  rule  which 
we  herein  find  to  be  reasonable  be  so  filed.  We  shall  expect,  how- 
ever, that  defendants  will  promptly  amend  their  car  service  rules  so 
as  to  conform  with  our  findings  and  evidence  same  by  filing  copies 
thereof  with  us. 

This  report  also  covers  No.  12082,  Same  vs.  Monongahela 
Railway  Co.,  No.  12083,  New  River  Company  et  al.  vs.  Virginian; 
and  also  No:  12084,  Same  vs.  Chesapeake  &  Ohio. 

Intervention  in  support  of  the  complaints  were  filed  by 
fourteen  companies  operating  23  mines  in  the  New  River  dis- 
trict. The  interveners  were  treated  as  complainants.  Inter- 
vening petitions  in  opposition  to  the  complaints  were  filed  by 
the  Northern  West  Virginia  Coal  Operators'  Association  on  be- 
half of  itself  and  fourteen  operators  of  local  mines  in  the  New 
River  district.  The  Fifth  and  Ninth  Districts  Coal  Bureau  and 
the  Illinois  Coal  Traffic  Bureau  intervened,  but  the  latter  took  a 
neutral  attitude. 

The  complaining  operators  testified  that  they  went  to  un- 
usual expenses  in  locating  mines,  where  the  service  of  two  rail- 
roads could  be  obtained  because  they  considered  it  essential  to 
the  successful  operation  of  their  properties  that  they  have  con- 
nection with  two  railroads.  The  New  River  Company  built  a 
number  of  railroads  to  assure  its  mines  of  connection  with  two 
lines.  One  of  the  complainants  had  the  option  of  putting  in  a 
drift  operation  local  to  the  Virginian  or  a  shaft  operation  en- 
tailing a  3-mile  extension  from  the  Virginian,  which  would 
permit  of  a  connection  with  the  Chesapeake  &  Ohio.  It  chose 
the  more  expensive  operation  for  no  reason  other  than  that  it 
would  give  it  connection  with  two  railroads. 

While  the  report  in  the  case  nominally  applies  only  to  the 
carriers  mentioned  in  it,  it  is  equivalent  to  notice  to  all  car- 
riers that  the  rule  in  issue  in  the  complaints  disposed  of  in  that 
one  report,  if  questioned  hereafter,  will  also  be  held  unlawful 
for  joint  mines  in  other  parts  of  the  country.  Therefore  all 
carriers  could  save  themselves  trouble  by  adopting  the  Illinois 
rule  as  a  substitute  for  the  condemned  part  of  the  car  service 
circular  issued  by  the  Railroad  Administration.  The  revised 
circular  was  continued  in  effect  on  the  advice  of  the  Commis- 
sion, given  on  March  2,  1920. 

The  car  distribution  rules  of  the  Virginian  were  unlike 
those  of  the  other  carriers  involved.  They  were  applicable  at 
both  local  and  joint  mines.  They  go  by  the  board  by  reason  of 
the  report  in  this  case,  to  be  superseded  by  the  rule,  as  to 
joint  mines,  laid  down  in  the  Illinois  case. 


MINIMUM  PER  CAR  CHARGE  ON  CLAY 

The  minimum  car  charge  of  $15,  established  by  the  Railroad 
Administration,  got  another  jolt  by  the  Commission  in  Its  re- 
port, written  by  Commissioner  Aitchison,  on  No.  11593,  Walter 
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S.  Dickey  vs.  Director-General,  as  agent,  opinion  No.  6956,  62 
I.  C.  C.  223-5.  It  was  held  unreasonable,  in  its  application  to 
clay  moving  in  great  quantities  from  clay  pits  at  Dickey  Clay 
Spur,  Mo.,  to  Deep-water,  Mo.,  a  distance  of  4.5  miles,  between 
June  25,  1918,  and  February  20,  1919,  over  the  Kansas  City, 
Clinton  &  Springfield,  in  cars  that  would  not  hold  enough  to 
enable  the  complainant  to  meet  the  minimum  charge  at  the 
applicable  rate  of  1.5  cents  per  100  pounds.  The  complainant 
compared  the  minimum  per  car  charge  to  the  minimum  load, 
but  Aitchison  disagreed  with  him.  He  said  that  while  the  mini- 
mum charge  did  not  contemplate  that  a  carrier  should  furnish 
equipment  which  would  enable  a  shipper  to  load  heavily  enough 
to  produce  the  minimum  charge  at  the  rate  otherwise  applicable, 
it  appeared  in  this  case  that  this  could  have  been  done  but  for 
the  condition  of  the  defendant's  road.  Dickey  asked  for  larger 
cars,  or  for  permission  to  raise  the  sides  of  those  that  were  fur- 
nished. The  Kansas  City,  Clinton  &  Springfield  would  do  neither, 
saying  that  its  road  was  not  in  condition  to  haul  such  heavy 
loads. 

The  examiner  who  made  a  proposed  report  on  the  case  was 
reversed  by  the  Commission.  The  former  recommended  a  hold- 
ing that  the  minimum  charge  was  not  unreasonable.  Aitchison's 
report  held  that  the  charge  was  unreasonable  to  the  extent  that 
it  exceeded  the  charges  that  would  have  accrued  at  the  rate 
of  1.5  and  actual  weight.  That  basis  was  established  by  the 
Railroad  Administration  in  February,  1919,  not,  as  the  attorney 
for  the  Railroad  Administration  contended,  as  a  confession  of 
unreasonableness,  but  as  a  concession  under  the  peculiar  con- 
ditions of  the  case. 


RATES  ON  AUTOMOBILE  BOARDS 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  to  establish  reasonable  rates  not  later  than  September 
1,  on  not  less  than  five  days'  notice,  have  been  made  in  No.  11555, 
Chevrolet  Motor  Company  of  California  vs.  A.  T.  &  S.  F.,  Di- 
rector-General, et  al.,  opinion  No.  6946,  62  I.  C.  C.  175-8,  as  to 
the  rates  on  automobile  floor,  toe,  and  running  boards,  in  car- 
loads, from  Detroit  to  Melrose,  Calif.,  within  the  switching  dis- 
trict of  Oakland.  Twenty-six  carloads  moving  after  October  10, 
1917,  were  involved. 

The  Commission  found  the  fourth  class  rate,  governed  by 
Western  Classification,  and  the  class  A  rate,  governed  by  the 
Consolidated,  on  shipments  prior  and  after  December  30,  1919, 
unreasonable.  The  Commission  held  that  the  fourth  class  rates 
on  untrimmed  boards  moving  prior  to  April  1,  1918,  were  un- 
reasonable to  the  extent  that  they  exceeded  the  contempora- 
neous class  A  rate  and  minimum;  that  the  fourth  class  rate, 
minimum,  30,000,  charged  prior  to  December  30,  1919,  was  unrea- 
sonable because  and  to  the  extent  that  it  exceeded  the  contempo- 
raneous class  B  rate  and  minimum  of  30,000;  that  the  class  A 
rate,  minimum  36,000,  applied  after  December  30,  1919,  was  un- 
reasonable because  and  to  the  extent  that  the  charge  exceeded 
that  which  would  have  accrued  at  the  applicable  class  B  rate 
and  minimum  of  36,000. 

The  order  requires  the  application  of  the  class  B  rate  on 
or  before  September  1,  the  net  effect  of  the  decision  being  that 
the  carriers'  charges  on  the  shipments  were  one  class  too  high. 


RATES  ON  CATTLE  AND  HOGS 

In  a  report  on  No.  11240,  Wilson  &  Co.,  Inc.,  of  Oklahoma 
vs  A.  T.  &  S.  F.,  Director-General,  et  al.  (see  Traffic  World, 
July  9,  p.  68),  opinion  No.  6945,  62  I.  C.  C.  171-4,  the  Commission 
has  condemned  as  unreasonable,  rates  on  beef  cattle  and  hogs 
from  Kansas  City,  Mo.-Kan.,  on  hogs  from  Sioux  Falls  to  Okla- 
homa City,  awarded  reparation  and  ordered  new  rates  to  be 
established  on  or  before  September  1  on  not  less  than  five  days' 
notice. 

The  Commission  found  that  the  rates  from  Kansas  City  were 
and  are  unreasonable  to  the  extent  that  the  rates  on  hogs  in 
double-deck  cars  and  on  beef  exceeded  or  exceed  25.5  cents  prior 
to  June  25,  1918,  and  32  cents  thereafter,  for  single-line  hauls, 
and  28  and  35  cents,  respectively,  for  joint-line  hauls;  and  to  the 
extent  that  the  rates  on  hogs  in  single-deck  cars  exceeded  or 
may  exceed  30  cents  prior  to  June  25,  1918,  and  37  cents  there- 
after for  single-line  hauls  and  23.5  and  40.5  cents,  respectively, 
for  joint-line  hauls;  and  that  rates  from  Sioux  Falls  on  hogs  in 
single-deck  cars  should  not  exceed  59  cents  for  single-line  and 
62.5  cents  for  joint  line  hauls,  and  on  hogs  in  double-deck  cars 
54.5  cents  for  single-line  and  57  cents  for  joint-line  hauls,  all 
subject  to  Ex  Parte  74  and  to  the  minima  established  by  the 
Director-General,  January  20,  1919.  The  report  also  cover  No. 
11077,  Morris  &  Co.  vs.  A.  T.  &  S.  F.,  Director-General,  et  al. 

Commissioner  Daniels  concurred  in  the  finding  except  that 
in  his  opinion  there  should  have  been  no  award  of  reparation. 


land  Railway,  Light  &  Power  Co.  et  al.,  opinion  No.  6955,  62 
I.  C.  C.  218-22,  as  to  rates  on  lumber  and  other  forest  products 
from  points  on  the  lines  of  the  principal  defendant  and  the 
Willamette  Valley  Southern  Railway,  to  destinations  east  of 
Missoula  and  Rexford,  Mont.,  and  McCammon,  Ida.  The  report, 
written  by  Commission  Eastman,  said  the  rates  were  not  un- 
reasonable but  that  the  refusal  of  the  defendant  thrunk  lines 
to  maintain  joint  rates  on  the  coast  group  basis,  from  the  points 
of  origin  in  question  to  the  destinations  mentioned,  while  con- 
temporaneously maintaining  rates  on  like  traffic  on  the  coast 
group  basis  to  the  same  destinations  from  points  of  origin  in 
Washington  and  Oregon  on  their  own  branch  lines,  on  their 
proprietary  branch  lines,  or  on  their  independent  connections, 
resulted  in  undue  prejudice. 

The  decision  is  exactly  like  that  made  by  the  Commission 
in  Three  Lakes  Lumber  Co.  vs.  Washington  Western,  61  I.  C.  C. 
408,  controlled  by  the  principles  enunciated  in  the  Swift  and 
Whitewater  Lumber  cases.  The  effect  of  the  order  will  be  to  re- 
quire the  establishment  of  the  coast  group  basis  of  rates  from 
points  of  origin  on  the  Portland  Railway,  which  is  an  independent 
connection,  because  the  trunk  lines  maintain  the  coast  group  basis 
of  rates  from  their  own  branch  lines  to  the  same  destinations. 

Commissioner  Hall,  as  in  the  cases  upon  which  this  decision 
is  based,  dissented.  He  reiterated  his  dissenting  views  at  con- 
siderable length,  saying  that  the  haul  on  this  traffic  from  the 
branch  lines  must  be  paid  for  by  somebody.  "The  shippers  have 
paid  'thus  far,  and  we  find  that  they  have  paid  no  more  than 
is  reasonable,"  said  Mr.  Hall.  "The  trunk  lines  must  pay  here- 
after, but  they  can  only  pay  out  of  what  they  earn  from  reason- 
able charges  to  the  public.  In  the  last  analysis  what  they  pay 
is  paid  by  the  shipping  public.  That  means  that  other  shippers, 
instead  of  the  shippers  on  the  branch  lines,  will  pay  for  the  haul 
to  Portland  from  the  branch  line  mills." 

Commissioner  Aitchison  concurred  but  said  his  colleagues 
did  not  go  far  enough  because  they  refused  to  make  reparation 
for  the  damage  suffered  by  the  shippers  from  points  on  the  Port- 
land and  Willamette  Valley  Southern  lines.  He  would  have  held 
the  rates  to  have  been  both  unreasonable  and  unduly  prejudicial. 


RATES  ON  ANTHRACITE 

An  award  of  reparation  has  been  made  in  No.  5265,  L.  Wert- 
heim  Coal  &  Coke  Co.  vs.  Lehigh  Valley,  opinion  No.  6954,  62 
I.  C.  C.  211-17,  on  a  holding,  report  on  which  was  written  by 
Commissioner  Hall,  that  the  rates  on  anthracite  coal  from 
points  of  origin  in  the  Lehigh  and  Wyoming  regions  of  Penn- 
sylvania to  Jersey  City,  moving  on  and  after  October  21,  1910, 
were  unreasonable  to  the  extent  that  they  exceeded  rates  of 
$1.45  per  long  ton  on  prepared  sizes  and  $1.35  on  smaller  sizes. 

That  decision  follows  the  one  made  in  the  Plymouth  Coal 
case,  56  I.  C.  C.  699,  which  in  itself  was  based  on  the  Commis- 
sion's decision  in  the  Anthracite  Investigation,  35  I.  C.  C.  220,  in 
which  it  prescribed  the  rates  to  the  basis  of  which  the  reparation 
in  this  case  is  to  be  made  as  soon  as  the  complainant  complies 
with  the  rules  requiring  the  furnishing  of  data  to  show  that  it 
really  made  shipments  and  paid  and  bore  the  charges  thereon. 

The  complaint  alleged  undue  prejudice  by  reason  of  the 
refunds  made  by  the  Lehigh  Valley's  coal  company,  amounting 
to  15  cents  a  ton,  the  claim  being  that  that  amounted  to  a  re- 
fund by  the  transportation  company.  The  Commission  held, 
however,  that  the  complainant  had  not  proved  damage  under  the 
principles  laid  down  in  Pennsylvania  R.  R.  Co.  vs.  International 
Coal  Co.,  230  U.  S.,  184,  and  confined  itself  to  the  award  of 
reparation  growing  out  of  its  finding  in  the  Anthracite  Investiga- 
tion, that  the  rates  were  unreasonable. 


LUMBER  AND  FOREST  PRODUCTS 

A  finding  of  undue  prejudice  and  an  order  to  remove  it  not 
later  than  October  11,  on  thirty  days'  notice,  have  been  made  in 
a  report  on  No.  11004,  Cameron-Hogg  Lumber  Co.  et  al.  vs.  Port- 


REFUSAL  TO  ESTABLISH  SIDING 

The  Commission  has  dismissed  No.  10888,  Charles  E. 
Schlicher  et  al.  vs.  New  York  Central  and  Director-General, 
opinion  No.  6948,  62  I.  C.  C.  181-7,  holding  that  the  refusal  of 
the  New  York  Central  to  establish  a  siding  and  switch  connec- 
tion at  the  coal  mine  of  the  complainants  near  Spangler,  Pa.,  in 
September,  1917,  or  thereafter  was  not  unreasonable  or  otherwise 
unlawful. 

The  report,  written  by  Commissioner  Aitchison,  deals  more 
with  questions  of  law  than  of  rates,  and,  generally  speaking,  It 
leaves  the  impression  that  if  the  complainants  had  been  more 
careful  in  making  their  pleadings  and  in  managing  their  testi- 
mony, they  might  have  obtained  more  satisfaction  from  the  de- 
cision of  the  Commission  than  it  is  probably  they  will  obtain. 

The  complainants  sought  reparation  in  the  sum  of  $50,000  on 
the  theory  that  they  lost  about  that  much  because  the  New  York 
Central  did  not  carry  out  an  agreement  under  which  it  was  to 
have  built  them  a  sidetrack  and  connection  near  Spangler  by 
means  of  which  they  would  have  taken  out  about  100,000  tons  of 
high  grade  by-product  coal,  for  which  there  was  a  big  demand  in 
both  Pennsylvania  and  New  York.  They  asked  for  reparation 
on  the  theory  that  if  the  New  York  Central  had  carried  out  the 
agreement  they  would  not  have  sold  their  lease  for  $10,000  but 
would  have  operated  the  mine  and  made  a  profit  of  about  $50,000. 

The  New  York  Central,  when  the  complainants  asked  for  a 
sidetrack,  sent  them  the  ordinary  form  of  sidetrack  agreement 
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which  the  complainants  accepted.  They  sent  their  certified  check 
for  the  amount  of  money  they  would  be  required  to  pay  as  their 
share  of  the  cost  of  building  the  track  and  the  connections. 

After  the  acceptance  of  the  sidetrack  agreement,  on  Septem- 
ber 8,  1!M7,  i  he  New  York  Central  declined  to  carry  out  the 
agreement  "particularly  at  this  time"  on  the  ground  of  a  short- 
age of  labor  and  material,  the  small  amount  of  coal  to  be  moved, 
and  the  shortage  of  cars. 

As  to  the  claim  for  shortage  of  cars,  the  Commission's  re- 
port says,  it  was  shown  that  there  was  a  good  supply  of  cars  on 
the  New  York  Central's  line  and  that  the  coal  operators  were  not 
hampered,  in  that  region  for  want  of  cars. 

Subsequently  to  the  New  York  Central's  refusal  Ellis  L.  Orvis 

and  tin-  .Manufacturers  Coal  company  bought  the  lease  for  $10,000. 

On  October  03,  1917.  the  New  York  Central  contracted  with  the 

.coal  company,  which  Orvis  had  organized  to  take  over  the  coal 

pmperty,  to  put  in  a  sidetrack. 

At  the  hearing  the  New  York  Central  testified  that  it  had  no 
knowledge  of  the  agreement  to  sell  the  mine,  until  October  16. 
The  complainants  said  the  New  York  Central  had  not  notified 
them  of  the  grunt  of  a  sidetrack,  on  plans  presented  by  them, 
else  they  would  not  have  sold  for  $10,000. 

The  complainant  contended  that  It  was  undue  prejudice  for 
the  New  York  Central  to  refuse  them  the  sidetrack  but  grant  it 
to  their  vendee.  Aitchison  said  that  undue  prejudice,  ordinarily 
requires  prejudice  suffered  by  one  party  to  be  a  source  of  positive 
advantage  to  the  one  alleged  to  have  been  preferred.  In  this  case 
he  pointed  out  that  the  complainants  had  disposed  of  their  prop- 
erty, were  no  longer  in  the  coal-mining  business,  and  therefore 
had  no  competitive  relationship  with  the  Manufacturers  Coal 
Company  at  the  time  the  sidetrack  and  switch  connection  were 
furnished  by  the  New  York  Central. 

Aitchison  said  the  defendant  asserted  that  when  it  approved 
the  siding  and  switch  connection  on  October  3,  1917,  it  did  so 
under  the  belief  that  it  was  granting  the  connection  to  the  com- 
plainants. 

"If  defendant  knew  with  whom  it  was  dealing,  as  complain- 
ants contend,  its  conduct,  while  open  to  criticism,  was  not  by  rea- 
son of  its  action  in  subsequently  providing  the  sidetrack  in  ques- 
tion, in  violation  of  section  3  of  the  act,"  said  Aitchison.  "Ap- 
parently Mr.  Orvis  was  able  to  present  the  situation  in  such  a 
light  that  he  succeeded  where  complainants  had  failed." 

The  case,  on  identically  the  same  pleadings,  was  put  before 
the  public  service  commission  of  Pennsylvania  and  the  record 
there  made  was  brought  before  the  federal  body. 

In  that  record  certain  testimony  was  admitted  for  the  pur- 
pose of  showing,  as  the  attorney  for  the  complainant  said,  the 
length  of  time  it  would  have  taken  to  install  the  sidetrack,  and 
not  to  show  discrimination. 

Commissioner  Aitchison  called  attention  to  what  he  called 
the  fact  that  that  testimony,  limited,  in  the  way  indicated,  was 
sought  to  be  used  by  the  complainants,  on  brief  and  argument,  to 
show  undue  prejudice,  but  that  they  had  never  sought  to  amend 
their  complaint  so  as  to  broaden  the  issue  so  as  to  tender  the 
testimony  properly  to  the  Commission.  Aitchison  said  that  while 
it  is  not  the  policy  of  the  Commission  to  be  unduly  technical 
in  the  matter  of  pleadings,  yet  its  rule  of  practice  on  the  subject 
clearly  made  it  impossible  for  the  Commission  to  consider  the 
issues  except  as  properly  tendered  and  that  the  complainants 
could  not  expect  the  Commission  to  award  reparation  unless  the 
basis  for  the  award  was  as  definite  and  certain  as  demanded  in 
the  courts. 

But  he  said,  even  if  the  pleadings  had  been  changed  to  con- 
form to  the  testimony  offered,  there  could  be  no  award  of  dam- 
ages, for  lack  of  proof  of  damage.  He  said  the  selling  price  of 
$10,000  covered  the  cost  of  the  mine  and  cost  of  operation  until 
sold  and  that  damages  could  not  be  predicated  on  the  difference 
between  the  price  at  which  the  mine  was  sold  and  the  price  it 
would  have  brought  if  equipped  with  a  sidetrack,  for  the  reason 
that  the  sale  of  the  mine  was  not  a  proximate  result  of  the  de- 
fendant's "unlawful  conduct." 

Further  discussing  the  quantum  of  possible  profit,  Aitchison 
said  the  proof  did  not  show  how  much  of  the  coal  would  have 
gone  out  of  Pennsylvania  and  how  much  would  have  been  sold  in 
that  state,  or  even  that  the  estimated  rate  of  production  could 
have  been  kept  up. 

The  complainants  alleged  that  the  refusal  of  the  New  York 
Central  to  install  a  sidetrack  was  a  violation  of  section  1  because 
facilities  for  shipment  are  included  in  the  word  transportation,  as 
used  in  section  1.  On  that  point  the  report  says: 

Without  deciding  that  the  term  "transportation"  is  broad  enough 
to  cover  a  siding  and  switch  connection  as  contended  by  complainant, 
or.  if  broad  enough,  that  it  would  be  defendant's  duty  to  furnish 
same  upon  reasonable  request  under  the  circumstances  here  stated, 
it  is  sufficient  to  state  that  the  Congress  having  undertaken  to  legis- 
late specifically  with  regard  to  private  sidetracks  and  switch  connec- 
tions in  paragraph  9  of  section  1.  the  specific  language  there  used 
of  necessity  points  the  course  for  complainants  to  follow.  It  is 
there  made  the  duty  of  common  carriers  to  construct,  maintain,  and 
operate,  upon  reasonable  terms,  switch  connections  with  private  side- 
tracks which  may  be  constructed  to  connect  with  their  rails  by 
shippers  tendering  interstate  traffic  for  transportation,  where  such 
connection  is  reasonably  practicable,  can  be  put  in  with  safety,  and 
will  furnish  sufllcicnt  business  to  justify  its  construction  and  main- 
tenance. I "pon  failure  of  the  carriers  to  install  and  operate  such 


a  switch  connection  upon  the  shippers'  written  application,  we  may 
make  an  order  for  it  to  comply  with  the  provisions  of  section  1.  But 
as  construed  by  us  in  several  nine*,  the  shipper  munt  construct  his 
sidetrack  before  the  carrier  Is  obliged  to  grant  him  the  switch  con- 
nection. Winters  Mftiillle  I'alnt  Co.  v«.  C.  M.  &  St  I:  Ry  Co  16 
I.  C.  C.,  587.  Ralston  Townslte  Co.  vs.  M.  P.  Ry.  Co.  22  I.  C.  C.. 
354.  Virginia  Coal  &  Kuel  Co.  VH.  N.  &  W.  Ry.  Co..  Bii  I  C  C  61 
Here  complainants  had  no  Bidetniek  when  their  application  was  made. 
Their  request  was  for  a  sidetrack  and  switch  connection  both,  to  be 
located  on  defendant'*  right  of  way.  'Hie  defendant'.*  ,,|,|jr:,  i  ,,,,,  ,,„ 
der  paragraph  9  of  section  1  extended  only  to  the  furnishing  of  a 
"switch  connection."  and  there  was  no  sidetrack  with  which  to 
connect. 


RATES  ON  PULPWOOD  TO  KINGSPORT,  TENN. 
A  finding  of  non-Justification  has  been  made  in  I.  and  S.  No. 
1311,  pulpwood  to  Kingsport,  Tenn.,  from  South  Carolina,  opinion 
No.  6966,  62  I.  C.  C.  277-8.  The  present  rates  range  from  $3.365 
to  $4.469  for  distances  varying  from  194  to  417  miles  The  pro- 
posed rates  were  from  $4.375  to  $5.60  per  cord.  Commissioner 
Hall,  in  a  dissent,  said  that  the  proposed  rates  did  not  seem 
unreasonable  to  him.  He  said  that,  compared  with  those  pre- 
scribed by  the  Commission  in  Bare  Paper  Co.  vs.  Director-Gen- 
eral, 57  I.  C.  C.  329,  since  increased  by  40  per  cent  in  August 
1920,  they  were  plainly  reasonable. 


SWITCHING  CHARGES  ON  LIMESTONE 
The  Commission  has  dismissed  No.  11587,  Illinois  Glass  Co. 
vs.  Illinois  Terminal,  Director-General,  et  al.,  opinion  No.  6969^ 
62  I.  C.  C.  287,  holding  that  the  charge  for  switching  carloads 
of  ground  limestone  during  federal  control  within  the  city  of 
Alton,  111.,  was  not  unreasonable.  The  charge  was  40  cents  and 
later  reduced  to  30  cents  per  ton. 


RATES  ON  REFUSE,  BRICKS,  DIRT,  ETC. 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11579,  Pusey  &  Jones  Co.  vs.  Director- 
General,  as  agent,  opinion  No.  6971,  62  I.  C.  C.  291-2,  on  account 
of  an  unreasonable  rate  of  9  cents  per  100  pounds  on  refuse, 
bricks,  dirt,  excavated  material,  flue  dust,  sand  and  slag,  from 
Midvale,  Pa.,  to  Gloucester,  N.  J.,  between  July  15  and  22,  1918, 
because  and  to  the  extent  that  it  exceeded  the  subsequently 
established  commodity  rate  of  $1.10  per  net  ton. 


LATE   DECISIONS 

The  Traffic  World  Washington  Bureau 

In  No.  1.1837,  Boston  Wool  Trade  Association  against  the 
Santa  Fe,  the  Commission,  July  15,  held  that  existing  through 
routes  from  New  Mexico,  Texas,  Arizona,  Nevada  and  California 
were  reasonable  and  adequate.  In  times  of  congestion  and  car 
shortage,  the  Commission  said,  the  routes  might  be  temporarily 
inadequate,  but  it  had  the  power  to  order  new  routes  in  such 
cases,  either  on  application  of  shippers  or  on  its  own  initiative, 
without  the  delay  incident  to  formal  hearing,  so  there  was  no 
necessity  for  orders  establishing  routes  tthrough  additional  junc- 
tions. 

The  Commission  dismissed  No.  11590,  Detroit  Produce  Asso- 
ciation against  the  Michigan  Central,  holding  that  the  recon- 
signing  charge  of  two  dollars  a  car  is  applicable  to  fresh  fruits 
and  green  vegetables  reconsigned  within  the  Detroit  switching 
district  after  the  arrival  of  the  car,  even  if  only  a  change  in 
name  is  made  without  an  additional  movement  of  the  car. 


COMMISSION  ORDERS 

Petition  of  the  Director-General  for  rehearing  or  reargument 
in  No.  11219,  Sinclair  Refining  Co.  vs.  Director-General,  A.  T.  & 
S.  F.,  et  al.,  has  been  denied. 

Petition  of  complainant  in  No.  11485,  Birmingham  Southern 
Railroad  Co.  vs.  Director  General  et  al.,  for  rehearing  and  for 
an  extension  of  the  effective  date  of  the  order  entered  March 
24,  has  been  denied. 

The  order  entered  March  15  in  No.  11009,  Southern  Hard- 
wood Traffic  Assn.  et  al.  vs.  Director  General,  Abilene  &  South- 
ern Ry.,  et  al.,  has  been  modified  so  as  to  permit  the  Chesa- 
peake &  Ohio  to  establish  rates,  regulations  and  practices  In 
compliance  therewith  on  or  before  July  20,  upon  five  days'  notice 
instead  of  thirty  days'  notice. 

Nos.  12766,  The  Miller  Petroleum  Co.  et  al.  vs.  Director- 
General,  A.  T.  &  S.  F.,  et  al.,  and  12706,  Amarillo  Board  of  City 
Development  vs.  Ft.  Worth  &  Denver  City  et  al.,  have  been  dis- 
missed at  complainant's  request. 

Defendants'  petitions  for  rehearing  in  No.  10827,  Swift  Lum- 
ber Co.  vs.  Fernwood  &  Gulf  R.  R.  et  al.  have  been  denied. 

The  Following  complaints  have  been  dismissed  at  complain- 
ants' request:  12509,  Anaconda  Copper  Mining  Co.  vs.  Director- 
General,  A.  T.  &  S.  F.  et  al.;  12637,  Public  Service  Commis- 
sion of  Nevada  vs.  Southern  Pacific;  11718,  the  Standard  Red 
Cedar  Chest  Co.  vs.  Alabama  Great  Southern  et  al.;  12355,  Lake 
Charles  Naval  Stores  Co.  vs.  Director-General,  Alexandria  & 
Western  et  al. ;  and  12580,  Mathieson  Alkali  Works  vs.  Director- 
General,  Alabama  &  Vicksburg  et  al. 

The  complaints  in  Nos.  12611,  Alan  Wood  Iron  &  Steel  Co. 
vs.  Director-General,  Pennsylvania  Railroad  et  al.,  and  12356, 
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Corona  Coal  Co.  vs.  Director-General,  having  been  Satisfied,  they 
have  been  dismissed. 

The  complaints  in  No.  10674,  E.  I.  Du  Pont  De  Nemours  & 
Co.  vs.  Director-General,  C.  &  W.  C.  et  al.,  and  10674  (Sub-Nos. 
1-8,  inclusive),  Same  vs.  Director-General  et  al.,  have  been  dis- 
missed by  the  Commission.  The  parties  to  these  proceedings 
agreed  that  the  final  decision  of  the  Commission  in  No.  10043 
should  control  the  disposition  of  these  cases,  and,  as  the  Com- 
mission dismissed  No.  10043,  these  cases  have  accordingly  been 
dismissed. 

The  Commission  has  reopened  for  further  hearing  No.  11741, 
Corinth  Grocery  Co.  vs.  Mobile  &  Ohio,  on  the  question  of  the 
reasonableness  of  the  rates  involved. 

No.  11172,  Rutherford-Brede  Co.  vs.  Director-General,  C.  B. 
&  Q.  et  al.,  has  been  reopened  for  further  consideration. 

The  order  of  the  Commission  reopening  Nos.  9758,  South 
St.  Joseph  Live  Stock  Exchange  vs.  C.  B.  &  Q.  and  Director- 
General,  and  9928,  Kansas  City  Live  Stock  Exchange  vs.  Same, 
and  making  additional  carriers  parties  defendant,  has  been  va- 
cated, and  the  petition  for  rehearing  filed  by  Omaha  Live  Stock 
Exchange,  intervener,  has  been  denied. 

Armour  &  Co.  have  been  permitted  to  intervene  in  No. 
12743,  Swift  &  Co.  vs.  A,  T.  &  S.  F.  et  al. 

The  Markham  Air  Rifle  Mfg.  Co.  has  been  permitted  to 
intervene  in  No.  12739,  Daisy  Mfg.  Co.  vs.  Alabama  &  Vicksburg 
et  al. 

The  West  Coast  Lumbermen's  Association  and  various  lum- 
ber companies  have  been  permitted  to  intervene  in  No.  12744, 
A.  C.  Dutton  Lumber  Corporation  et  al.  vs.  Director-General, 
Aberdeen  &  Rockfish.  et  al. 

Arbuckle  Bros.,  Federal  Sugar  Refining  Co.  and  Warner 
Sugar  Refining  Co.  have  been  permitted  to  intervene  in  No. 
12807,  California  and  Hawaiian  Sugar  Refining  Corporation  et 
al.  vs.  A.  T.  &  S.  F.  et  al. 

The  I.  C.  R.  R.,  Mo.  Pac.  R.  R.,  L.  &  N.  R.  R.,  P.  C.  C.  &  St. 
L.  R.  R.,  C.  &  E.  I.  R.  R.,  C.  C.  C.  &  St.  L.  Ry.,  M.  &  O.  R. 
R.  and  Sou.  Ry.  have  been  permitted  to  intervene  in  No.  12711, 
Perry  County  Coal  Corporation  et  al.  vs.  East  St.  Louis  &  Subur- 
ban Ry.  et  al. 

The  Commerce  Club  of  St.  Joseph,  Mo.,  has  been  permitted 
to  intervene  in  No.  12709,  Chamber  of  Commerce  of  Grand  Island, 
Neb.,  et  al.  vs.  Aberdeen  &  Rockfish  et  al. 

The  complaint  in  No.  12757,  Texas  Livestock  Shippers'  Pro- 
tective League  et  al.  vs.  Director-General,  St.  L.  S.  W.  Ry.  of 
T.,  has  been  amended  by  making  the  Ft.  Worth  &  Denver  City 
and  other  additional  parties  defendant. 

Complainant's  petition  for  rehearing  in  Nos.  8167,  Three 
Lakes  Lumber  Co.  et  al.  vs.  Washington  Western  et  al.;  10816, 
Same  vs.  Director-General,  Washington  Western  et  al. ;  and  I. 
and  S.  193,  joint  rates  with  the  Washinhgton  Western  Railway 
Company,  has  been  denied. 

Docket  Nos.  12698,  Southern  Ohio  Coal  Exchange  vs.  C.  &  O. 
et  al.,  and  12828,  Michigan  Paper  Mills  Traffic  Assn.  vs.  Same, 
have  been  consolidated  with  No.  12851,  in  the  matter  of  intra- 
state  rates  on  bituminous  coal  within  the  state  of  Ohio.  The 
proceedings  will  be  heard  September  12  at  Columbus,  O. 

Nos.  12661,  The  National  Live  Stock  Exchange  et  al.  vs. 
Ann  Arbor  et  al.,  and  12666,  The  Welch  Grape  Juice  Co.  vs.  A. 
C.  L.  et  al.,  have  been  dismissed  at  complainants'  request. 

The  Commission  has  amended  its  order  entered  in  No.  12085, 
North  Dakota  rates,  fares  and  charges,  so  as  to  permit  the 
Midland  Continental  Railroad  to  file  its  tariffs  on  five  days' 
notice  to  become  effective  on  or  before  August  1.  The  effective 
date  named  in  the  original  order  was  June  10. 


VALUATION   REPORTS 
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Tentative  valuation  reports  on  the  properties  of  the  West- 
ern Pacific,  the  Grand  Canyon  Railway  Co.,  the  Riverside, 
Rialto  &  Pacific,  the  Wood  River  Branch  Railroad  Co.,  the  San 
Joaquin  &  Eastern  and  the  Central  Railroad  of  Oregon  were 
made  public  by  the  Commission  July  9. 

In  the  report  on  the  Western  Pacific  the  Commission  found 
that,  as  of  June  30,  1914,  the  final  value  of  total  used  property 
was  $66,730,011,  and  the  final  value  of  total  owned  property, 
$66,075,947.  On  the  valuation  date  the  company  had  capital 
stock  of  $75,000,000;  first  mortagage  bonds  of  $50,000,000; 
second  mortgage  bonds  of  $25,000,000;  equipment  trust  notes 
of  $17,800,  and  non-negotiable  debt  to  affiliated  companies,  $22,- 
703,112.50,  making  a  total  of  $172,720,912.50. 

The  total  used  property  of  the  Grand  Canyon  was  valued 
by  the  Commission  as  of  June  30,  1916,  at  $1,359,398,  and  the 
total  owned,  at  $1,179,824. 

In  the  case  of  the  Riverside,  Rialto  &  Pacific,  the  Commis- 
sion found  that  the  final  value  of  the  total  owned  property  as 
of  June  30,  1916,  was  $332,479  and  that  of  the  total  used  prop- 
erty, $311,488.  This  road  owns  but  does  not  use  property  leased 
to  the  Pacific  Electric  Railway  Co.,  which  is  valued  at  $20,991. 

The  final  value  of  the  total  owned  and  used  property  of  the 
Wood  River  Branch  Railroad  as  of  June  30,  1915,  was  fixed  at 
$115,537. 


The  final  value  of  the  total  owned  and  used  property  of  the 
San  Joaquin  &  Eastern,  as  of  June  30,  1916,  was  fixed  at  $1,- 
148,000. 

The  total  owned  property  of  the  Central  Railroad  of  Ore- 
gon, as  of  June  30,  1916,  was  valued  at  $106,882,  and  the  total 
used  property  at  $114,450. 

Additional  tentative  valuation  reports  fixing  final  values  on 
the  properties  of  the  Minneapolis  &  Rainy  River  Railway  Com- 
pany, the  Sumpter  Valley  Railway  Company,  the  Delta  Southern 
Railway,  and  the  Woodstock  Railway  Company  were  made  pub- 
lic by  the  Commission  July  11. 

As  of  June  30,  1915,  the  Commission  found  the  final  value 
of  the  property  of  the  Minneapolis  &  Rainy  River,  owned  and 
used  for  common  carrier  purposes,  to  be  $1,250,000. 

As  of  June  30  1916,  the  Commission  found  the  final  value 
of  the  property  of  the  Sumpter  Valley,  owned  and  used,  to  be 
$1,829,745. 

As  of  June  30,  1915,  the  Commission  found  the  final  value 
of  the  property  of  the  Delta  Southern,  owned  and  used,  to  be 
$675,346. 

As  of  June  30,  1917,  the  Commission  found  the  final  value 
of  the  property  of  the  Woodstock,  owned  and  used,  to  be  $489,213. 

The  Chicago,  Terre  Haute  &  Southeastern  Railway  Company 
has  filed  with  the  Commission  a  protest  against  the  finding  in 
a  supplemental  tentative  valuation  report  fixing  the  final  value 
of  the  protestant's  property,  owned  and  used,  and  used  but  not 
owned,  devoted  to  common  carrier  purposes,  at  $20,502,223,  as 
of  June  30,  1916.  The  carrier  avers  that  the  said  value  was  not 
less  than  $30,000,000  and  should  be  so  found  by  the  Commission. 

It  is  further  alleged  that  the  value  found  by  the  Commission 
should  not  be  approved  because  the  manner  in  which  the  final 
value  was  determined  was  not  in  accord  with  the  law.  The 
carrier  further  protests  "against  the  making  now,  or  at  any  time 
hereafter,  of  a  final  valuation  of  its  properties  as  of  that  date 
(June  30,  1916),  because  a  valuation  so  made  will  not  now,  nor 
at  any  time  hereafter,  comply  with  the  provisions  of  the  inter- 
state commerce  act  or  serve  any  purpose  thereunder.  All  ma- 
terial and  labor  costs  and  land  values  have  reached  a  perma- 
nently higher  level  than  existed  on  said  valuation  date  of  June 
30,  1916,  and  therefore  the  costs  and  values  of  that  date  cannot 
now,  or  at  any  time  hereafter,  be  used  to  measure  or  determine 
the  cost  of  reproduction,  or  the  value  of  the  property,  or  of  any 
part  thereof,  because  such  unit  prices,  costs  and  land  values  are 
now  obsolete  and  of  no  significance  in  determining  the  present 
cost  of  reproducing  the  property,  or  the  present  value  thereof." 


COAL   PRODUCTION   REPORT 
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In  the  week  ended  July  2  production  of  bituminous  coal 
amounted  to  7,591,000  net  tons  as  against  $7,716,000  in  the  pre- 
ceding week,  according  to  the  Geological  Survey's  report  under 
date  of  July  9.  The  decline  was  attributed  in  part  to  the  ap- 
proach of  the  Fourth  of  July  holiday. 

The  number  of  cars  loaded  daily  in  the  week  ended  July 
2  was  as  follows:  June  27,  26,757;  June  28,  26,603;  June  29, 
25,765;  June  30,  25,341;  July  1,  22,941;  July  2,  16,165.  No  coal 
was  loaded  on  July  4  and  only  20,446  cars  on  July  5. 

In  its  report  under  date  of  July  2  the  Survey  indicated  an 
improvement  in  coal  production  which  did  not  materialize. 
Loadings  for  the  wtyk  ended  June  25  were  as  follows:  June 
20,  25,549;  June  21,  25,578;  June  22,  25,301;  June  23,  24,222; 
June  24,  24,744;  June  25,  18,296. 

Receipts  of  soft  coal  in  New  England  in  April  totaled  1,190,- 
000  net  tons  as  against  1,394,000  in  April,  1920. 

For  the  week  ended  June  26,  dumpings  of  soft  coal  at  lower 
lake  ports  totaled  1,096,035  tons  as  compared  with  1,116,459  tons 
in  the  preceding  week.  The  total  movement  for  season  up  to 
June  26  was  9,115,768  net  tons,  an  increase  over  1920  of  more 
than  five  and  a  half  million  tons. 

Receipts  at  the  head  of  the  lakes  in  June  amounted  to 
2,125,453  tons  of  soft  coal  and  192,830  tons  of  anthracite. 

Reports  from  two  of  the  three  coal  exchanges  at  Hampton 
Roads  show  that  during  the  week  of  July  2,  dumpings  for  for- 
eign account  were  about  75  per  cent  greater  than  in  the  week 
preceding,  when  298,569  net  tons  were  dumped  for  foreign  cargo 
and  71,981  tons  for  bunker. 


H.  E.  &  W.  T.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  South- 
ern Pacific  to  assume  liability  as  guarantor  by  endorsement  in 
respect  of  the  princpal  and  interest  on  $364,000  of  first  mort- 
gage 5  per  cent  bonds  of  the  Houston,  East  &  West  Texas  Rail- 
way Company.  The  Southern  Pacific  owns  99.95  per  cent  of  the 
stock  of  the  Houston  company  and  in  the  year  1900  entered  into 
an  agreement  whereby  it  agreed  to  guarantee  the  principal  and 
interest  of  the  bonds  of  the  latter  company,  in  consideration  of 
the  bondholders  consenting  to  the  calling  of  their  bonds  at  105 
and  accrued  interest.  Since  1900  the  Southern  Pacific  has 
guaranteed  $2,636,000  of  $3,000,000  of  bonds  outstanding  and 
under  the  authorization  of  the  Commission  will  guarantee  the 
remaining  $364,000  of  bonds  when  presented  for  that  purpose. 
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Tentative  Reports  of  the  Commission 


RATES  ON  WESTERN  LIVE  STOCK 

Attorney-Examiner  Disque,  in  a  tentative  report  promulgated 
July  14,  in  Docket  12146,  National  Live  Stock  Shippers'  League 
oi  ;il.  vs.  A.  T.  &  S.  F.  et  at.,  held  rates  for  the  interstate  trans- 
I'oiiiition  of  ordinary  live  stock  in  Western  and  Mountain-Pacific 
Crimps  not  to  be  excessive  in  the  aggregate,  from  the  transporta- 
tion point  of  view,  but  unreasonable  from  an  economic  point  of 
view,  because  of  the  depressed  condition  of  the  live  stock  in- 
dustry, and  expressed  the  view  that  the  carriers  should  favorably 
consider  the  making  of  substantial  reductions  for  the  benefit  of 
the  live  stock  industry  and  business  generally.  He  pointed  out 
thut.  there  was  no  question  here  of  an  immediate  increase  in  ton- 
nage by  reason  of  reduced  rates,  and  said  that  a  reduction  in 
nil os  on  traffic  in  general  seemed  unwarranted  at  this  time  The 
American  Farm  Bureau  Federation  was  an  intervener  in  the 
case,  on  behalf  of  its  members  seeking  reduction  in  live  stock 
nit os.  The  case  was  expedited  and  was  argued  before  the  whole 
Commission  July  15.  Mr.  Disque's  report  was  substantially  as 
follows: 

"The  complaint  in  this  case  is  directed  against  all  carload 
rates  on  ordinary  live  stock  in  the  territory  embraced  by  the 
western  and  Mountain-Pacific  groups  as  defined  in  Increased 
Rates,  1920,  58  I.  C.  C.,  220.  It  alleges  that  the  rates  are  unjust 
anil  unreasonable.  A  readjustment  of  individual  rates  is  not 
asked,  but  a  blanket  reduction  is  sought  based  primarily  on  eco- 
nomic considerations,  the  contention  being  that  it  is  impossible 
for  the  live  stock  industry  to  thrive  under  the  present  rates  and 
that  they  injure  business  generally.  The  rate  regulating  authori- 
ties of  several  of  the  western  states  intervened  practically  as 
parties  complainant,  as  did  also  the  Farmers'  Live  Stock  Market- 
ing Committee  of  Fifteen.  »  *  * 

"The  record  establishes  that  the  live  stock  industry  is  in  a 
very  serious  condition.  The  approach  of  normal  conditions  has 
struck  it  with  great  severity.  The  financial  resources  of  the 
average  stockman  are  practically  exhausted  and  it  is  almost  im- 
possible for  him  to  obtain  relief.  Real  estate  and  live  stock  are 
mortgaged  and  the  banks  are  loaned  up  to  their  capacity.  Inter- 
est rates  range  generally  from  8  to  10  per  cent,  which,  inciden- 
tally, are  but  little  above  the  pre-war  figures.  The  federal  re- 
serve banks  will  not  rediscount  live  stock  paper  unless  it  is 
extremely  well  secured  and  bears  not  to  exceed  a  6  months'  limit. 
1'nder  the  circumstances,  stockmen  are  having  great  difficulty  in 
obtaining  money  for  operating  expenses  and  the  purchase  of  new 
stock  to  replenish  their  herds.  Generally  speaking,  the  banks 
appear  to  be  carrying  the  stockmen,  but  in  many  instances  the 
loans  have  been  called  and  the  stock  is  being  sent  to  market  in 
an  unsatisfactory  condition,  and  sacrificed  in  order  to  raise 
cash.  We  understand  that  the  Federal  Reserve  Board  is  of  the 
view  that  $50,000,000  should  be  provided  for  loans  to  the  live 
stock  industry.  It  was  stated  by  one  of  the  principal  witnesses 
for  the  live  stock  interests  that  this  relief  would  not  go  very 
far  toward  ameliorating  the  situation. 

"Millions  of  dollars  have  been  lost  within  the  past  year  or 
so  because  of  the  rapid  and  severe  decline  in  market  prices  of 
live  stock.  Many  a  stockman  has  lost  his  life  time  savings. 
Large  herds  of  stockers  and  feeders  purchased  when  prices  were 
high  have  been  and  are  being  sold  upon  maturity  at  much  lower 
figures,  causing  the  loss  not  only  of  the  difference  in  price  but 
of  the  expense  of  feeding  and  caring  for  them  in  the  interim  when 
the  costs  of  labor  and  feed  were  at  their  peak.  The  situation  in 
the  range  country  is  particularly  serious.  On  account  of  long 
hauls  from  the  far  west  the  freight  charge  is  a  more  important 
item,  especially  since  the  general  increases  of  1920  resulted  in 
much  greater  increases  in  cents  per  100  pounds  in  those  rates 
than  in  the  rates  for  short  hauls.  The  people  in  that  part  of  the 
country  have  fewer  means  of  livelihood  and  when  the  live  stock 
industry  is  in  a  depressed  state  the  whole  section  of  the  country 
is  depressed.  The  collapse  of  the  wool  market  has  left  the  sheep 
producers  of  the  northwest  in  bad  shape  and  the  drought  condi- 
tiorft  there  several  years  ago  depleted  herds  perhaps  20  to  25 
per  cent,  and  put  cattle  men  to  a  great  expense  in  transferring 
their  animals  to  better  lands  and  greatly  handicapped  the  indus- 
try generally.  There  is  now  a  severe  drought  in  southwestern 
Trxas  and  southern  Arizona  and  New  Mexico.  Indications  are 
that  it  will  be  several  years  before  the  industry  can  get  to  its 
feet  even  under  favorable  conditions. 

"This  is  the  situation  today.  Speaking  of  the  immediate  fu- 
IM re,  doubtless  it  will  be  several  months  before  the  process  of 
liquidation  and  deflation  will  have  fully  run  its  course.  However, 
the  main  question  as  to  the  future,  so  far  as  the  condition  of  the 
industry  is  concerned,  is  whether  under  the  present  production, 
transportation  and  marketing  costs  there  can  be  any  appreciable 
profit  in  stock  raising.  If  the  answer  is  in  the  affirmative  the 


stockmen  possibly  may  be  expected  to  work  out  their  own  salva- 
tion. 

"The  testimony  of  representative  stockmen  Is  to  the  effect  that 
the  industry  for  years  past  has  been  conducted  on  narrow 
margins  and  has  not  been  very  profitable.  Unless  it  was 
extremely  profitable  before  the  war,  it  is  difficult  to  see  how 
it  can  be  at  all  profitable  now,  even  for  the  man  who  charges  oft 
and  disregards  his  war  losses  and  starts  anew,  for,  as  we  shall 
presently  explain  in  more  detail,  the  costs  of  production  are 
greatly  increased  as  compared  with  pre-war  times,  while  the  sell- 
ing prices  of  the  finished  stock  are  not  compensatingly  Increased. 

"Labor  costs,  which  constitute  one  of  the  principal  items  of 
expense,  though  considerably  below  the  peak  are  still  much 
greater  than  before  the  war,  the  extent  to  which  they  are  greater 
depending  apparently  on  the  kind  of  labor,  the  section  of  the 
country,  and  the  pre-war  period  taken  as  a  basis  of  comparison. 
The  cost  of  food  for  the  labor  is  also  much  above  the  pre-war 
figure.  Many  leases  on  grazing  lands  made  several  years  ago  at 
high  figures  have  a  year  or  so  yet  to  run.  Stock  feeds,  such  as 
corn,  alfalfa  and  cottonseed  meal,  especially  when  drawn  from 
distant  points,  cost  considerably  more  than  formerly.  Mainte- 
nance costs  and  taxes  have  greatly  increased.  Charges  made  by 
commission  men  for  selling  the  stock  on  the  markets  are  greatly 
increased,  in  many  cases  doubled  as  compared  with  the  prewar 
times;  they  constitute  a  considerable  item  of  expense,  generally 
ranging  from  $12  to  $24  per  car,  depending  upon  the  marketing 
point,  the  kind  of  stock  and  whether  loaded  in  single  or  double 
deck  cars.  Only  a  few  houses  have  reduced  their  commissions 
since  the  war.  Shippers  must  pay  the  carriers  $1  per  car  for 
bedding  and  $2.50  per  car  for  disinfecting,  which  charges  were  not 
formerly  made.  Feeding  in  transit  costs  and  charges  for  switch- 
ing, yardage,  unloading,  etc.,  at  terminals  are  substantially  in- 
creased. In  addition  to  all  these  is  the  substantial  increase  in 
freight  rates,  which  is  a  very  material  item.  For  hauls  up  to 
perhaps  400  or  500  miles  the  increases  under  General  Order  No. 
28  and  Ex  Parte  74  result  in  rates  about  68  per  cent  higher  than 
those  in  effect  before  the  war.  For  greater  hauls,  owing  to  the 
fact  that  the  percentage  increases  made  by  the  Director  General 
were  held  to  certain  maxima,  the  increases  were  less  severe,  but 
in  general  exceeded  50  per  cnt.  It  should  also  be  stated  that 
there  were  a  number  of  readjustments  during  federal  control 
which,  in  connection  with  the  general  percentage  increases, 
yielded  total  increases  of  as  much  as  100  per  cent.  There  is  also 
the  3  per  cent  war  tax. 

"The  market  prices  of  live  stock  are  near  the  prewar  levels. 
It  is  difficult  to  state  the  situation  exactly,  however,  owing  to 
the  fluctuations  from  day  to  day,  and  the  comparisons  of  course 
vary  according  to  the  prewar  and  post-war  periods  used  in 
arriving  at  average  figures.  It  will  be  seen  from  the  following 
tables  that  on  beef  and  hogs  the  present  prices  are  somewhat 
above  those  prevailing  during  the  period  from  1910  to 
1914:  *  *  * 

"It  is  apparent  that  the  increases  in  prices,  particularly  as  to 
cattle,  hogs  and  sheep,  do  not  measure  up  to  the  increases  in 
expenses  of  producing  and  marketing,  and  the  indications  are 
that  as  a  general  rule  the  live  stock  grower  at  best  is  not  re- 
ceiving, and  will  not  receive  if  present  production  and  marketing 
costs  and  selling  prices  continue,  anything  more  than  a  nominal 
return  over  and  above  out-of-pocket  costs,  to  say  nothing  of  in- 
terest on  investment  and  an  allowance  representing  a  salary  for 
the  farm  or  ranch  owner-manager. 

"The  present  relatively  low  prices  may  be  due  largely  to  a 
possible  oversupply  on  the  market.  The  heavy  production  that 
was  maintained  when  prices  were  high  and  when  the  industry 
was  more  profitable  than  now  is  finding  its  way  to  market  and 
in  many  cases  is  being  sold  prematurely  to  raise  cash  with  which 
to  meet  obligations.  The  comparatively  light  export  demand, 
due  to  Europe's  financial  condition,  the  credit  situation  and  the 
high  rates  of  exchange,  probably  has  also  contributed  to  depress 
prices.  There  has  been  a  considerable  influx  of  wool  and  frozen 
mutton  from  Australia  and  New  Zealand  and  of  frozen  beef  from 
Argentina  and  other  South  American  countries.  Thus  it  appears 
that  a  world-wide  liquidation  is  in  progress,  and  that  this  country 
is  somewhat  of  a  dumping  ground,  while  at  the  same  time  there 
is  reduced  demand  for  meats  on  the  part  of  the  public,  due  not 
only  to  the  high  retail  prices  that  are  being  exacted  in  the  face 
of  the  average  consumer's  reduced  purchasing  power,  but  also 
to  the  fact  that  the  American  diet  is  becoming  more  largely  vege- 
tarian. Possibly  a  failure  of  the  packers  to  operate  at  what  they, 
consider  reasonable  profit,  due  to  the  present  difficulty  of  dis- 
posing of  by-products  to  advantage,  has  a  depressing  effect  on 
their  bids  for  live  stock. 

"The  present  rates  discourage  and  to  an  extent  actually  pre- 
vent the  free  interchange  of  cattle  among  ranchmen;  that  is, 
their  transfer  from  range  to  range,  thus  reducing  railroad  traffic. 
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It  is  often  cheaper  to  trail  cattle  overland  for  considerable  dis- 
tances than  to  ship.  For  distances  of  as  much  as  50  to  75  miles 
a  large  amount  of  stock  is  carried  to  market  in  motor  trucks. 
Future  traffic  is  also  threatened.  Ranches  are  being  depleted 
through  the  failure  of  the  farmers  to  obtain  the  necessary  cash 
with  which  to  buy  new  stock  and  because  of  discouragement  with 
present  conditions  and  poor  prospects  of  later  prosperity.  Many 
have  discontinued  the  raising  of  live  stock  and  many  more  are 
expecting  to  do  likewise.  Some  are  continuing  the  business  only 
because  they  have  to  as  a  practical  proposition,  for  they  cannot, 
any  more  than  men  in  other  industries,  suddenly  cease  opera- 
tions and  later  resume  successfully  on  a  normal  scale.  Several 
years  are  required  to  develop  a  herd  of  breeding  cattle.  In  the 
meantime,  if  production  is  substantially  reduced,  the  consuming 
public  would  likely  suffer  exorbitant  prices.  Stockmen  must  hold 
their  organizations  together.  Some  are  continuing  only  to  keep 
their  farms  fertilized  by  droppings  from  the  cattle.  Stock  that 
should  be  sent  to  market  is  for  various  reasons  being  held  back, 
and  stock  that  should  be  held  until  further  matured  is  being  sold 
at  whatever  it  will  bring.  When  animals  die  they  are  often  not 
skinned  because  the  hides  do  not  bring  enough  after  payment 
of  the  freight  to  justify  the  expense.  Hay  is  rotting  in  the  fields 
because  stockmen  cannot  pay  the  price  necessary  to  get  it  de- 
livered. These  things  are  being  forced  by  the  abnormal  condi- 
tions. They  do  not  contribute  to  the  welfare  of  the  industry  nor 
to  the  economic  health  of  the  nation. 

"Stockmen  deem  to  be  doing  all  they  possibly  can  to  help 
themselves,  but  think  that  they  have  about  reached  their  limit. 
Freight  charges  are  the  only  item,  aside  from  commission 
charges,  which  is  at  its  peak,  and  complainants  contend  that  a 
reduction  therein  is  now  in  order.  They  urge  that  the  public 
good  demands  that  action  be  quickly  taken  to  relieve  the  situa- 
tion. Many  factors  have  contributed  to  the  present  distress, 
but  the  freight  rate  burden  is  one  which,  in  their  opinion,  can 
and  should  be  lifted.  Complainants  point  out  that  the  value  of 
live  stock  is  far  below  what  it  was  when  Ex  Parte  74  was  heard 
and  that  the  value  of  the  commodity  is  one  of  the  important 
considerations  in  rate-making;  also  that  the  value  of  the  service 
to  the  shipper  and  what  the  traffic  can  bear  are  generally  given 
careful  consideration  and  may  sometimes  take  precedence  over 
revenue  considerations.  In  this  connection  attention  is  called 
to  what  was  said  in  Ex  Parte  74,  at  page  243: 

It  would  be  desirable,  if  it  were  possible,  to  determine  definitely 
the  commodities,  the  sections  of  the  country,  and  even  the  individual 
rates  which  can  best  bear  the  burden  of  increases,  and  the  relation- 
ships of  the  rates  and  differentials  which  will  be  disturbed  by  a  per- 
centage increase.  This  is  precluded  by  the  necessity  of  prompt  action 
upon  the  main  issues  presented. 

"As  the  stock  matures  most  of  it,  as  a  practical  matter, 
must  be  sent  to  market  and  disposed  of,  and  it  appears  that 
therefore  the  freight  rates  have  not  so  far  appresably  reduced 
the  movement.  If  they  have,  the  effect  has  probably  been  offset 
by  the  heavy  movement  occasioned  by  the  liquidation.  It  may 
be  said  in  this  connection  that  while  there  has  been  some  falling 
off  in  the  traffic  since  the  peak  years  of  1918  and  1919,  the 
movement  for  1921,  judging  by  the  figures  for  the  first  four  or 
five  months,  promises  to  equal  or  exceed  that  prior  to  the  war. 
It  should  be  remembered  that  the  reduction  in  rates  is  not  sought 
on  the  ground  that  it  would  substantially  increase  the  present 
movement,  but  on  the  theory  that  it  would  stimulate  the  in- 
dustry, enable  it  to  more  quickly  recoup  its  losses,  help  save  it 
from  ruin,  and  preserve  it  as  a  future  and  continuing  source  of 
traffic  for  the  carriers;  also,  by  giving  the  stockmen  some  pur- 
chasing power,  tending  to  hasten  the  restoration  of  normal  con- 
ditions generally.  The  desired  benefit  to  the  industry  might  be 
accomplished  if  substantially  increased  prices  for  live  stock 
could  wisely  be  fixed  by  law.  Possibly,  when  the  present  period 
of  liquidation  has  spent  itself  and  production  is  reduced  higher 
prices  will  come  about  naturally. 

"Evidence  was  offered  by  defendants  as  to  their  serious 
financial  condition.  The  railroad  situation  is  a  matter  of  com- 
mon knowledge  and  need  not  be  considered  here.  Suffice  it  to 
say  that  the  evidence  is  calculated  to  establish  that  the  carriers, 
like  the  live  stock  industry,  are  in  a  bad  way,  and  that  they 
are  in  no  position  to  make  extensive  reductions  in  rates.  De- 
fendants roughly  estimate,  on  the  basis  of  1919  traffic,  that  the 
reductions  sought  would  cost  them  about  $34,000,000.  Complain- 
ants perhaps  would  have  us  regard  this  amount  as  defendants' 
just  contribution  toward  an  earlier  return  of  normal  conditions. 
If  only  the  Ex  Parte  74  increases  were  taken  off  the  loss  would 
be  about  $22,500,000.  These  estimates  may  be  slightly  excessive 
as  applied  to  1921,  for  the  reason  that  the  1919  tonnage  was 
somewhat  greater  than  the  1921  tonnage  promises  to  be. 

"The  carriers  say  that  if  there  is  any  commodity  which 
should  be  excepted  from  a  reduction  in  rates  it  is  live  stock. 
They  have  offered  what  they  regard  as  the  most  comprehensive 
and  convincing  evidence  ever  submitted  in  a  live  stock  case. 
That  the  rates,  in  the  aggregate,  are  not  excessive  from  a  strictly 
transportation  standpoint  is  so  abundantly  shown  that  it  is  not 
deemed  necessary  to  do  more  than  state  the  ultimate  facts.  The 
evidence  establishes  beyond  any  question  of  doubt  that  the  pres- 


ent rates  contribute  to  the  revenues  of  the  carriers  in  less  pro- 
portion than  do  most  other  commodities  of  importance.  In  other 
words,  judging  them  by  the  usually  recognized  standards  em- 
ployed in  rate  cases,  they  are  relatively  low  for  the  service  per- 
formed. Live  stock  rates  have  not  been  increased  as  much  in 
the  last  10  years  as  most  other  rates.  On  account  of  the  light 
loading,  a  condition  that  owing  to  the  inherent  nature  of  the 
traffic  probably  can  not  be  remedied,  the  car-mile  earnings  are 
far  below  what  they  are  on  most  other  important  commodities. 
From  the  tables  appearing  below,  showing  the  situation  as  to 
several  of  the  principal  lines  for  the  year  1920,  except  as  noted, 
some  idea  may  be  gained  as  to  how  the  car-mile  earnings  on 
live  stock  compare  with  those  on  other  commodities;  *  *  * 

"It  will  be  noted  that  hay  is  the  only  commodity  shown  as 
to  which  the  car-mile  earnings  are  as  low  as  or  lower  than  on 
live  stock.  Among  other  things  it  may  be  added  that  on  the 
Chicago  &  North  Western,  for  instance,  12.9  per  cent  of  the  en- 
tire 1920  carload  freight  traffic,  as  measured  by  car  miles,  was 
live  stock,  but  it  yielded  but  7.9  per  cent  of  the  total  carload 
revenue.  The  transportation  of  live  stock  entails  many  items 
of  expense  that  are  not  encountered  in  handling  other  traffic.. 
Loss  and  damage  claims  are  unusually  heavy.  Special  facilities 
must  be  provided  for  loading  and  special  and  expedited  service 
afforded,  which  results  in  expensive  delays  to  other  traffic.  Care- 
takers are  carried  free.  Most  of  the  cars  are  handled  empty  in 
one  direction;  the  opposite  is  true  as  to  most  other  traffic.  As 
the  incidents  and  peculiar  characteristics  of  the  traffic  have  been 
fully  considered  in  the  previous  cases  above  cited,  it  would  be 
useless  to  further  detail  them  here.  Moreover,  as  above  stated, 
except  for  the  general  increases  made  by  the  Director-Gneral  and 
those  authorized  by  us  in  Ex  Parte  74,  the  rates  are  for  the 
most  part  those  that  were  fixed  in  the  previous  cases. 

"Although  the  rates  are  not  excessive  when  judged  from 
a  strictly  transportation  standpoint,  should  they  nevertheless  be 
substantially  reduced  to  assist  in  tiding  the  live  stock  industry 
over  its  present  period  of  adversity  and  to  hasten  a  return  of 
normal  conditions  and  business  prosperity?  We  have  no  hesi- 
tancy in  saying  that  our  judgment  is  that  they  should.  In  other 
words,  it  is  our  view  that  the  rates  are  unreasonable  from  an 
economic  standpoint.  It  is  not  every  line  of  business  that  would 
be  materially  helped  by  a  reduction  in  the  freight  rates  in  which 
it  is  interested,  but  here  is  one  which  would  be,  because  the  cost 
of  getting  its  commodity  to  market  is  a  very  substantial  item 
of  expense,  and  what  it  would  save  by  the  reduction  sought 
would  go  far  toward  relieving  the  unusually  strained  condition. 
Common  carriers  may  be  public  servants  only  in  the  perform- 
ance of  transportation  services,  and  not  in  the  sense  that  legally 
they  are  duty  bound  at  their  own  expense  voluntarily  to  work 
.for  the  economic  welfare  of  the  country,  but  perhaps  we  may 
look  to  them  in  the  first  instance  for  remedial  action,  notwith- 
standing the  position  they  have  taken  in  this  case.  It  is  our 
view  that  in  the  long  run  a  substantial  reduction  would  rebound 
to  their  advantage.  Defendants  fear  that  if  they  make  a  reduc- 
tion on  one  commodity  the  same  thing  will  be  demanded  on 
many  others,  and  that  if  they  yield,  most  of  them  will  shortly 
be  found  in  bankruptcy,  for  it  is  heavy  moving  traffic  from 
which  the  carriers  make  their  principal  revenue,  on  which  re- 
ductions are  sought.  We  cannot  believe,  however,  that  the  coun- 
try will  allow  such  a  thing  to  come  to  pass  as  a  general  condi- 
tion of  receiverships.  We  think  that  the  carriers,  in  the  public 
interest,  guided  by  the  economic  necessity  of  balancing  costs 
and  prices  as  a  condition  precedent  to  a  sound  business  basis, 
should  favorably  consider  the  matter  of  eliminating,  for  the  most 
part,  temporarily  at  least,  and  especially  for  the  longer  hauls, 
the  increases  in  live  stock  rates  made  following  Ex  Parte  74. 
Congress,  in  the  transportation  act,  1920,  and  this  commission 
in  administering  it,  have  followed  a  liberal  policy  toward  the 
carriers,  and  the  carriers  may  well  be  expected  to  reciprocate. 
This  is  no  time  for  individuals  to  strive  with  their  maximum 
energy  for  their  own  interests  regardless  of  others,  but  a  period 
for  equalization  of  burdens. 

"If  this  case  had  arisen  under  the  old  act,  we  might  have 
had  some  hesitancy  in  expressing  ourselves  as  we  have  in  this 
case,  but  in  the  present  emergency  and  in  view  of  all  the  cir- 
cumstances and  conditions  fnat  preceded  and  surrounded  the 
consideration  and  enactment  of  the  transportation  act,  it  is  felt 
that  there  is  no  impropriety  in  our  action  here.  This  expres- 
sion is  not  to  be  taken  as  any  indication  of  what  course>  we 
may  pursue  as  to  some  other  commodity.  A  reduction  in  rates 
on  traffic  in  general  seems  unwarranted  at  this  time  and  in 
our  view  no  adequately  compensating  benefit  would  be  thus 
achieved.  However,  the  rates  on  certain  commodities  are  stifling 
industry,  and  should  be  reduced.  Rates  should  be  made  to  meet 
economic  requirements.  If  the  carriers  cannot  live  on  rates 
that  will  permit  industry  to  thrive,  special  measures  may  have 
to  be  adopted  to  maintain  and  preserve  the  efficiency  of  our 
transportation  system. 

"Defendants  question  our  power  to   require  a  reduction  in 
rates  under  the  circumstances  here  presented.     In  this  connec-  ' 
tion  we  may  call  attention  to  the  fact  that  paragraph  .(2)  of  Sect. 
15a  of  the  act,  which  requires  us  to  fix  rates  to  yield  the  pre- 
scribed return  on  the  estimated  value  of  the  carriers'  proper- 
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lies  devoted  to  the  service  of  transportation,  contains  the  follow- 
ing proviso: 

I'lovidiii.  Thai  tin-  Oo;i>mlss!on  shall  Iiave  reasonable  latitiule 
i.>  i Im  or  adjust  liny  |mrtirnl;ir  rate  which  It  may  find  to  be  un- 
just mxl  nun •.•ison.-ililc,  ami  to  prescribe  different  rates  for  different 

HI'CtlOIIM    Of     tllC     (OUMtl.V. 

"The  words  'unjust  and  unreasonable'  may  have  a  new  and 
lawr  meaning.  In  any  event  It  is  evident  that  Congress 
realized  that  blanket  Increases  applied  to  traffic  generally  might 
lie  wholly  unsulted  to  certain  Individual  commodities.  Moreover, 
it  is  axiomatic  that  all  commodities  cannot  be  expected  to  yield 
the  same  degree  of  profit." 


RATE  ON  COTTON  YARN 

A  finding  that  an  any-quantity  rule  25  class  rate  of  25.5 
ecnts  applied  on  cotton  yarns  from  New  Bedford  Wharf,  Mass., 
lo  Pier  40,  North  River,  N.  Y.,  during  federal  control,  was  un- 
reasonable and  unduly  prejudicial  to  the  extent  that  it  exceeded 
a  commodity  rate  of  15  cents,  is  proposed  by  Examiner  F.  E. 
Early  in  a  tentative  report  in  No.  12034,  New  Bedford  Board  of 
Commerce  et  al.  vs.  Director-General  as  agent.  Reparation 
should  be  awarded  down  to  the  basis  of  the  15-cent  rate,  the 
examiner  says.  The  shipments  involved  moved  entirely  by 
water  during  the  period,  April  16,  1918,  to  May  5,  1918.  in  ves- 
sels of  the  New  England  Steamship  Company,  which  was  un- 
der federal  control.  The  commodity  rate  of  15  cents  was  made 
effective  May  6,  1918.  Neither  of  the  rates  involved  were  filed 
with  the  Commission  and  the  defendant  questioned  the  juris- 
diction -of  the  Commission  to  award  reparation  on  shipments 
handled  at  port-to-port  rates  not  filed  with  it.  The  examiner 
holds  that  under  section  206 (c)  of  the  transportation  act  it  is 
the  Commission's  duty  to  entertain  complaints  seasonably  filed 
praying  for  reparation  on  account  of  charges  collected  by  or 
through  the  President. 


RATES  TO  PHOENIX,  ARIZ. 

Examiner  Richard  T.  Eddy  has  recommended  the  dismissal 
of  No.  11747,  Melczer  &  Company  et  al.  vs.  Arizona  Eastern,  Di- 
rector-General, et  al.,  except  that  part  of  it  which  relates  to  the 
rates  on  fruits  and  vegetables  from  Los  Angeles  group  points 
to  Phoenix.  As  to  them,  he  recommends  that  the  Commission 
find,  following  its  decision  in  Murray  &  Layne  Company  vs. 
Southern  Pacific  (59  I.  C.  C.  552)  that  the  commodity  rates  of 
77.5  cents  and  97  cents  in  effect  prior  to  and  subsequent  to 
June  25,  1918,  were  unjust  and  unreasonable  to  the  extent  that 
they  exceeded  the  contemporaneously  applicable  Class  C  rates 
of  55  and  69  -cents.  With  regard  to  reparation  Eddy  said  that 
shipments  delivered  prior  to  April  3,  1916,  were  barred  by  the 
statute  of  limitations.  He  recommended  an  award  of  repara- 
tion on  shipments  delivered  since  that  day. 

The  complaint  alleged  that  the  rates  to  Phoenix,  Ariz.,  on 
coffee  and  rice  from  San  Francisco  group  points,  on  canned 
salmon  from  North  Pacific  coast  points,  sugar  from  California 
points  of  production,  cereal  beverages  from  Los  Angeles,  and 
apples  from  Watsonville,  Cal.,  Good  River,  Ore.,  and  Yakima, 
Wash.,  were  unreasonable.  Eddy  said  that  the  Commission 
should  hold  to  the  contrary,  and  in  support  of  his  recommenda- 
tion he  reviewed  a  large  number  of  cases  which  have  hereto- 
fore been  disposed  of  by  the  Commission. 


RATES  ON  BALED  STRAW 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Leo  J.  Flynn,  in  a  report 
on  No.  12040,  American  Box  Board  Company  vs.  Grand  Trunk 
of  Canada,  Director-General,  et  al.,  as  to  rates  on  and  shipments 
of  baled  straw  from  points  in  Indiana  and  Michigan  to  Grand 
Rapids,  Mich.,  from  January  1,  1917,  to  December  13,  1919,  and 
during  the  period  of  federal  control.  The  allegation  was  that 
they  were  unreasonable,  unjustly  discriminatory,  and  unduly 
prejudicial  to  the  extent  that  they  exceeded  the  subsequently 
established  commodity  rates. 

At  the  hearing  the  complainant  asked  that  the  shipments 
mentioned  in  the  complaint- as  having  been  made  prior  to  the 
beginning  of  federal  control  be  stricken  from  the  petition  be- 
cause the  Commission,  in  an  order  on  its  special  docket,  had 
ordered  reparation.  Objection  was  made  by  the  Director-Gen- 
eral. The  examiner,  in  effect,  said  that  reparation  could  be 
ordered  only  on  the  testimony  as  to  shipments  submitted  in  this 
case.  Inasmuch  as  no  evidence  was  offered  by  the  complainant 
on  shipments  moving  prior  to  federal  control,  no  action  could 
be  taken  on  them.  The  motion  to  strike  them  was  not  really 
necessary,  if  the  complainant  was  willing  to  stand  on  the  prior 
order. 

Fifth  class,  the  rating  given  baled  straw  in  Official  Classifi- 
cation, was  assessed  on  the  shipments  in  question,  which  were 
made  to  replenish  the  stock  of  the  complainant,  prior  to  the 
establishment  of  the  commodity  rates,  so  as  to  enable  the  com- 
plainant to  keep  its  mill  in  operation.  Some  commodity  rates 
were  established  as  early  as  May,  1918,  and  others  not  until' 
later. 


The  commodity  rates  to  which  basis  reparation  IB  to  be 
made  were  established  by  the  Railroad  Administration  by  means 
of  freight  rate  authorities  which  said  that  the  rates  to  be  estab- 
lished were  on  the  basis  applicable  generally  throughout  the 
central  territory.  The  railroads  claimed  that  they  were  on  too 
low  a  basis,  as  shown  by  the  fact  that  the  per  car  revenue  on 
baled  straw  was  much  less  than  on  other  articles  also  rated 
fifth  class,  which  load  comparatively  light — as,  for  instance, 
apples,  beans,  hay,  potatoes  and  sugar,  although  the  latter  loads 
light  only  because  the  minima,  until  a  short  time  ago,  were  low. 


RATE  ON  COTTONSEED  CAKE 

Examiner  C.  I.  Kephart,  in  a  tentative  report  in  No.  12139, 
American  Agricultural  Chemical  Co.  vs.  Director-General,  as 
agent,  recommends  a  denial  of  reparation  on  a  holding  that  a 
rate  of  $5.60  per  ton  on  cottonseed  cake  from  Savannah,  Ga.,  to 
Alexandria,  Va.,  the  shipments  moving  over  the  Southern  in 
January,  1918,  was  not  unreasonable  but  that  there  was  an 
overcharge  of  50  cents  a  ton  which  should  be  refunded.  A  rate 
of  $6.10  per  ton  was  assessed  but  the  legally  applicable  rate 
was  $5.60,  the  examiner  says.  Contemporaneously,  there  was 
in  effect  on  this  traffic  a  rate  of  $4  made  up  of  $2. 80  .over  the 
Southern  from  Savannah  to  Richmond,  Va.,  and  $1.20  over  the 
Richmond,  Predericksburg  &  Potomac  beyond,  Southern  deliv- 
ery. The  examiner  says  Southern  routing  alone  was  named  in 
the  bills  of  lading,  due  to  an  error  of  the  consignor,  but  that 
the  complainant  contends  that  it  should  have  been  accorded  the 
lower  rate  applicable  over  the  other  route  mentioned  because 
of  unified  and  co-ordinated  federal  control  and  operation  of  the 
railroads,  also  that  its  plant  is  situated  on  Southern  rails.  Sub- 
sequently the  Southern  established  a  specific  commodity  rate 
of  $4  via  the  route  the  shipments  moved.  The  examiner  says 
the  Commission  has  repeatedly  held  that  a  shipper  is  not  en- 
titled to  reparation  solely  because  there  was  a  lower  rate  in 
effect  via  some  other  route  and  that  also  the  subsequent  re- 
duction of  the  rate  to  meet  competition  is  not  ground  for  grant- 
ing of  reparation. 


PULP  AND  PAPER  MACHINERY 

Attorney-examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12389,  Crown  Willamette  Paper  Company  vs. 
New  York  Central,  Director-General,  et  al.,  on  a  holding  that 
rates  on  wood  pulp  and  paper-making  machinery  from  defined 
territory  east  of  the  Missouri  River  to  Camas,  Wash.,  and  West 
Linn,  Ore.,  had  not  been  shown  to  be  unreasonable,  unjust  or 
unduly  prejudicial. 

The  attack  was  on  class  A  rating,  applied  to  wood  pulp  and 
paper-making  machinery,  as  unreasonable  and  unduly  prejudicial 
because  and  to  the  extent  that  the  resulting  class  rates  exceeded 
the  lower  commodity  rates  given  to  electrical,  iron-working,  min- 
ing, smelting  and  sugar-making  machinery  from  the  same  points 
of  origin  to  the  same  destinations.  The  machinery  in  question 
moved  from  points  in  Wisconsin,  New  York,  Massachusetts,  New 
Hampshire,  Ohio,  Connecticut,  New  Jersey  and  Pennsylvania. 
The  attack  involved  rates  on  that  kind  of  machinery  from  the 
four  easternmost  of  the  westbound  transcontinental  groups  of 
origin.  The  rates  applied  on  boilers,  dynamos,  turbines,  genera- 
tors, water  sheaves,  dryers,  rolls  and  other  parts  of  wood  pulp 
and  paper-making  machinery. 

Contention  was  made  that  the  difference  in  rates  was  based 
solely  upon  the  fact  that  the  machinery  was  to  be  used  in  the 
making  of  a  different  product  from  that  to  be  turned  out  of 
mines,  smelters  and  sugar-producing  factories. 

On  behalf  of  the  defendants  it  was  contended  that  the  com- 
modity rates  on  the  machinery  used  in  the  mines,  smelters  and 
sugar  factories  were  made  low  so  as  to  encourage  the  industries 
in  which  they  are  employed  and  that  the  rates  on  sugar-making 
machinery  were  never  applied  west  of  the  Cascade  mountains. 

The  commodity  rates  on  machinery  and  machines,  in  general, 
were  canceled  when  the  readjustment  of  rates  was  made  as  a 
result  of  the  disappearance  of  competition  through  the  canal. 
The  complainant  said  it  would  have  had  no  complaint  if,  at  that 
time  the  mining,  smelting  and  sugar-machinery  commodity  rates 
had  also  been  canceled.  It  admitted  there  is  no  competition  be- 
tween the  products  of  the  different  plants,  but  if  the  justifica- 
tion for  the  advance  of  the  general  machinery  list  was  the  dis- 
appearance of  water  competition,  it  submitted  that  that  fact 
should  also  have  been  allowed  to  have  its  effect  on  all  kinds  of 
machinery. 


ELECTRIC  LINE  THROUGH  RATES 

A  recommendation  that  the  Commission  find  the  complain- 
ant in  No.  11980,  Michigan  Railroad  Company  vs.  Pere  Marquette 
et  al.,  is  engaged  in  the  general  transportation  of  freight,  and 
therefore  is  entitled  to  through  routes  and  joint  rate  arrange- 
ments, has  been  made  by  Examiner  John  H.  Howell.  His  recom- 
mendation is  that  an  order  be  issued  under  section  15,  requiring 
the  steam  line  defendants  to  make  through  route  and  joint 
rate  arrangements  with  the  complaining  electric  line  system, 
except  where  such  through  route  and  joint  rate  arrangements 
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will  result  in  short  hauling  the  steam  line  connections,  which 
are  the  Pere  Marquette;  New  York  Central;  Grand  Rapids  & 
Indiana;  Chicago,  Kalamazoo  &  Saginaw;  Michigan  Central,  and 
Grand  Trunk. 

Practically  all  the  steam  roads  in  the  United  States  are 
named  as  defendants.  The  complaining  road  operates  161  miles 
of  electric  railroads  in  Michigan.  It  has  some  through  route 
and  joint  rate  arrangements  as  the  successor  to  the  Michigan 
Central,  which  sold  its  Allegan-Battle  Creek  branch  to  the 
electric  line.  The  electric  road  asked  joint  rates  for  its  Sauga- 
tuck-Grand  Rapids  and  Grand  Rapids-Kalamazoo  divisions  and 
its  Flint-Bay  City  Qivision,  between  Mount  Morris  and  Bridge- 
port. 

Examiner  Howell  said  the  only  questions  presented  were 
whether  the  railroad  was  engaged  in  the  general  transporta- 
tion of  freight  and  whether  any  of  the  arrangements  requested 
would  short  haul  the  steam  lines.  His  recommendation  as  to 
the  first  question  has  been  set  forth,  being  based  on  the  fact 
that  about  one-fourth  of  its  gross  revenue  is  derived  from  freight. 
It  has  eleven  electric  locomotives  and  sixty  cars  interchange- 
able with  steam  lines.  It  is  willing  to  increase  that  number 
of  cars  if  accorded  through  route  and  joint  rate  arrangements. 
It  makes  reports  to  the  Commission,  keeps  its  accounts  accord- 
ing to  its  rules  and  is  a  member  of  the  various  steam  railroad 
bureaus,  including  that  for  the  safe  transportation  of  explosives 
and  other  dangerous  articles. 

The  steam  lines  pointed  out  that  part  of  the  electric  system 
operates  under  a  charter  that  limits  its  freight  business  to  the 
hauling  of  farm  produce,  garden  truck,  milk,  merchandise  and 
"other  like  freight."  Howell  said  that  the  test  was  not  a  tech- 
nical construction  of  a  charter  but  the  character  of  the  business 
really  done. 

Howell  said  that  of  a  through  route  from  and  to  Vriesland, 
Forest  Grove  and  Jamestown  via  Montieth  would  not  be  justi- 
fied as  it  would  have  the  effect  of  short-hauling  the  Grand  Rapids 
&  Indiana.  He  also  mentioned  several  other  through  routes  that 
would  not,  for  one  reason  or  another,  be  practicable  and  then 
recommended  the  establishment  of  the  following:  Between 
Saugatuck,  via  Holand,  and  the  interstate  points  from  and  to 
which  through  routes  are  at  present  maintained  in  connection 
with  complainant's  Allegan-Battle  Creek  division;  between 
Frankenmuth,  via  Bridgeport,  on  carload  traffic  only,  and  the 
interstate  points  before  referred  to,  because  the  electric  line 
has  not  facilities  for  the  transfer  of  L.  C.  L.  traffic  at  Franken- 
muth; between  Vriesland,  Forest  Grove  and  Jamestown,  via 
Grand  Rapids  and  Battle  Creek,  and  the  interstate  points  before 
referred  to,  except  such  as  would  be  more  directly  reached  by 
way  of  Holland. 

The  examiner  said  that  the  interstate  destinations  to  and 
from  which  joint  rates  are  to  be  established  were  not  shown 
in  the  record,  but  for  the  shorter  interstate  hauls,  he  said, 
slightly  higher  rates  might  be  fixed  in  view  of  the  somewhat 
greater  service  to  be  rendered  by  the  proposed  routes,  so  that 
the  amount  of  money  received  might  be  large  enough  to 'divide. 
The  record,  he  said,  did  not  show  what  the  divisions  of  the  rates 
should  be  but  that  if  the  carriers  had  any  trouble  in  agreeing, 
they  might  come  to  the  Commission. 


FIRST  PIPE  LINE  RATE  CASE 

In  a  tentative  report  on  No.  11512,  Brundred  Brothers  vs. 
Prairie  Pipe  Line  Company  et  al.,  the  first  case  involving  the 
rates  of  a  pipe  line  company  ever  before  the  Commission,  Exam- 
iner John  B.  Keeler  has  recommended  a  holding  that  the  mini- 
mum of  100,000  barrels,  on  shipments  from  the  midcontinent 
field  to  Franklin  and  Lacey  stations,  Pa.,  was  unreasonable  be- 
cause and  to  the  extent  that  it  exceeded  10,000  barrels.  He  rec- 
ommended a  holding  that  the  rates  for  the  transportation  had 
not  been  shown  to  be  unreasonable,  even  if  the  operations  of 
the  defendants  in  years  prior  to  the  imposition  of  income  and 
excess  profits  taxes  were  exceedingly  profitable,  the  rates  of 
return  running  as  high  as  46  per  cent  in  1915  and  as  high  as 
20  per  cent  in  1919. 

"Where,  as  here,  only  individual  rates  are  assailed,"  said 
Keeler,  "the  fact  that,  in  the  past,  defendants'  operations  have 
been  profitable,  is  not  of  controlling  importance."  In  support  of 
that  conclusion  he  cited  Bridgeman,  Russell  Company  vs.  V.  L.  G. 
Corporation,  61  I.  C.  C.  260.  He  added  that  it  did  not  appear 
there  had  ever  been  a  shipment  of  a  single  drop  of  oil  from 
the  midcontinent  field  to  Lacey  Station,  and  that  the  gallonage 
shipped  to  Franklin  was  small,  in  comparison  with  the  total 
business  of  the  Prairie  and  its  connections  in  forming  the 
through  route  from  Kansas  and  Oklahoma  to  the  Pennsylvania 
refineries. 

The  lines  constituting  the  through  route  are  what  are  com- 
monly called  Standard  properties;  that  is  to  say,  they  are  closely 
affiliated  with  the  various  Standard  oil  companies,  while  the 
complaining  firm  are  producers,  purchasers  and  refiners  not 
affiliated  with  the  Standard  companies.  The  defendants  put 
into  the  record  the  rates  charged  by  the  Sinclair  Pipe  Line  Com- 
pany from  midcontinent  and  Texas  points  of  origin  to  East  Chi- 
cago, to  show  that  they  are  higher  than  the  rates  of  the  Prairie 
to  Whiting,  Ind.,  the  distances  being  practically  the  same.  The 


Sinclair  is  not  affiliated  with  the  Standard,  so  the  comparison 
is  free  from  the  challenge  of  identity  of  financial  interest. 

Based  on  the  prices  prevailing  at  the  time  of  the  hearing, 
Keeler  said  the  100,000-barrel  minimum  required  the  shipper  to 
have  an  investment  of  $450,000  in  tanks  and  oil  before  being 
able  to  require  the  pipe  line  companies  to  transport.  He  said 
that  even  if  the  transportation  was  of  current  production,  that 
amount  of  capital  would  have  to  be  tied  up  in  a  reserve  of  oil 
ready  for  shipment.  He  called  attention  to  the  fact  that  among 
those  who  objected  to  a  reduced  minimum  were  producers  who 
were  not  shippers  because  they  sell  their  oil,  before  tender  for 
shipment,  to  the  Prairie  Oil  &  Gas  Company,  which  is  controlled 
by  the  same  interests  that  control  the  pipe  line  company.  That 
oil  and  gas  company,  Keeler  said,  shipped  approximately  90  per 
cent  of  the  oil  transported  by  the  Prairie  Pipe  Line  Company  in 
the  five-year  period  preceding  the  hearing. 

The  minimum,  in  addition  to  requiring  a  capital  investment 
of  $450,000  in  tanks  and  oil,  would  call  for  the  prepayment,  if 
demanded,  of  freight  bills,  from  the  midcontinent  field,  to  Frank- 
lin and  Lacey  Station,  of  $93,750  and  $99,000,  respectively. 

The  Prairie  said  the  minimum  rule  was  necessary  to  save 
itself  from  loss  in  extending  its  line  to  new  production.  Keeler 
said  that  that  was-not  convincing.  He  said  the  fact  that  100,000 
barrels  were  available  for  shipment  would  not  assure  extension 
of  the  line.  He  said  the  determining  factor  seemed  to  be 
whether  there  was  reason  to  believe  the  extension  would  be 
profitable.  Keeler  said  that  if  assurance  against  loss  in  making 
new  extensions  was  necessary,  it  might  be  obtained  by  means 
other  than  the  minimum  rule.  Another  reason  for  the  minimum 
rule,  advanced  by  the  pipe  line  companies,  was  that  running  of 
a  smaller  amount  would  require  closer  supervision  to  assure 
that  no  more  than  the  amount  specified  would  be  let  into  the 
pipes.  Keeler  said  that  while  a  smaller  minimum  might  require 
closer  surveillance  of  the  receipt  of  oil,  the  contention  of  the 
pipe  line  companies  that  it  would  be  impracticable  to  receive 
the  oil  in  smaller  tenders  was  not  persuasive. 

With  regard  to  the  mixing  of  different  grades  of  oil,  which 
the  pipe  lines  said  would  be  increased  if  smaller  lots  were  ac- 
cepted, Keeler  said  that  as  a  matter  of  fact  smaller  lots  are  now 
accepted  and  that,  as  a  practical  matter,  reduction  in  the  mini- 
mum would  not  require  any  radical  changes  in  the  operating  prac- 
tices of  the  carriers. 

"But  if  operating  changes  or  even  some  changes  in  the 
arrangement  of  the  pipes  themselves  are  necessary,  that  should 
not  deter  the  Commission  from  ordering  a  reduction  in  the  mini- 
mum and  thereby  requiring  these  defendants  to  function  as  com- 
mon carriers  in  fact  as  well  as  in  name,"  said  the  examiner. 

Commenting  on  the  fact  that  some  producers  opposed  the 
reduction  of  the  minimum  because  that  would  invite  irrespon- 
sible brokers  into  a  field,  Keeler  said  it  is  not  one  of  the  func- 
tions of  a  common  carrier  to  protect  the  unwary  from  the 
irresponsible  or  unscrupulous  and,  where  such  protection  is 
afforded  through  a  rule  which  deprives  legitimate  shippers  of  the 
privilege  of  using  their  facilities,  the  rule  cannot  be  sanctioned. 
.  In  discussing  the  contention  of  Mark  L.  Requa,  former  gen- 
eral director  of  the  oil  division  of  the  Fuel  Administration,  now 
an  official  of  the  Sinclair  company,  that,  from  an  economic  stand- 
point the  refining  of  oil  should  be  confined  to  the  larger  refin- 
eries, because  they  can  extract  the  maximum  of  usable  products 
from  the  oil,  Keeler  said  that  "while  the  Commission,  in  dealing 
with  questions  of  the  character  here  presented,  must  give  careful 
consideration  to  the  interests  of  the  general  public  as  well  as 
those  of  the  litigating  parties,  there  is  nothing  of  record  in  this 
case  to  justify  the  conclusion  that  a  reduction  of  the  minimum 
will  react  to  public  prejudice." 


RATE   ON   COCOANUT   OIL 

Attorney-Examiner  M.  A.  Pattison,  in  a  report  on  No.  12211, 
Haskins  Brother  &  Co.  vs.  Director-General,  as  agent,  et  al.,  has 
recommended  dismissal  on  a  holding  that  a  rate  of  $1.125  on 
imported  and  domestic  shipments  of  cocoanut  oil,  in  tank  cars, 
from  Berkeley  and  San  Francisco  to  St.  Paul,  in  the  period  from 
July  1,  1918,  to  June  28,  1919,  was  not  unreasonable  or  unduly 
prejudicial. 


RATES  ON  APPLES  AND  POTATOES 

Dismissal  of  the  complaint  in  No.  11783,  Traffic  Bureau  of 
the  Douglas  Chamber  of  Commerce  and  Mines  et  al.,  vs.  Di- 
rector-General, as  agent,  Arizona  Eastern  et  al.,  is  recommended 
by  Examiner  Richard  T.  Eddy  on  a  proposed  finding  that  rates 
on  apples  and  potatoes  from  points  of  origin  in  the  Pacific 
northwest  to  Bisbee,  Douglas  and  Nogales,  Ariz.,  have  not  been 
shown  to  have  been  or  to  be  unreasonable,  unjustly  discrimi- 
natory or  unduly  prejudicial. 


PRINTING  PAPER  FOR  EXPORT 

Dismissal  has  been  recommended  by  Attorney-Examiner 
M.  A.  Pattison  in  a  report  on  No.  12263,  Ault  &  Wiborg  Company 
vs.  Louisville  &  Nashville  et  al.,  on  a  holding  that  the  rates  on 
printing  paper  from  Hamilton,  O.,  to  Mobile,  for  export,  between 
January  28  and  February  20,  1920,  were  not  unreasonable  or  un- 
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duly  prejudicial.  The  fifth  class  rate  of  39  cents  was  Imposed. 
Tin'  complainant  asked  for  reparation  down  to  the  basis  of  31 
cents,  which  it  thought  was  In  effect.  The  examiner  said  that 
on  1'Vlniiury  5,  1920,  printing  paper  became  subject  to  Southern 
Classification  exceptions,  which  made  the  sixth  class  rate  of 
32.5  cents  applicable  and  that  therefore  five  of  the  shipments 
were  overcharged  6.5  cents  per  100  pounds,  which  they  should 
refund. 


RATES  ON  STRAW  TO  MT.  CARMEL,  ILL. 
Examiner  Frank  E.  Mullen,  in  a  report  on  No.  11656,  United 
Paperboard  Company,  Inc.,  vs.  Southern  and  Director-General,  as 
:igt>nt,  has  recommended  a  finding  that  the  minimum  charge  of 
$lf>  per  car,  imposed  on  shipments  of  straw  from  Belmont  and 
Merriam,  111.,  and  from  Princeton,  Ind.,  to  Mt.  Carmel,  111.,  be- 
tween August,  1918,  and  October,  1919,  was  unreasonable,  and 
an  award  of  reparation.  He  thinks  the  Commission  should  hold 
the  charge  unreasonable  to  the  extent  that  it  exceeded  5  cents 
per  100  pounds  from  Belmont  and  5.5  cents  from  Merriam  and 
Princeton  at  the  actual  weight,  subject  to  the  carload  minimum 
at  the  time  of  the  shipments.  The  rates  to  which  reparation  is 
to  be  made  were  made  effective  from  Belmont  and  Merriam 
February  15,  1919,  at  a  minimum  of  20,000  pounds.  No  change 
was  made  from  Princeton,  but  under  the  Ex  Parte  No.  74  permis- 
sion the  rate  from  that  point  came  up  7.5  cents  and  on  the  20,000 
minimum,  the  charge  came  up  to  ?15,  the  minimum  charge  under 
attack. 


SAND,    IRVING   TO   JAMES   CITY 

An  award  of  reparation  is  recommended  by  Attorney-Exam- 
iner William  B.  Hunter  in  a  tentative  report  in  No.  11686,  Ameri- 
can Plate  Glass  Co.  vs.  Director  General,  as  agent,  Pennsyl- 
vania et  al.,  on  a  finding  that  a  rate  of  $2.48  per  net  ton  charged 
on  sand  from  Irving,  N.  Y.,  to  James  City,  Pa.,  was  unreasonable 
to  the  extent  that  it  exceeded  7.8  cents  per  100  Ibs.,  a  rate  that 
was  contemporaneously  in  effect  from  Irving  to  James  City  via 
the  N.  Y.  C.  to  Erie,  Pa.,  the  Pennsylvania  to  Kane,  Pa.,  and  the 
Kane  &  Elk  to  James  City. 


FRESH    MEATS,   CHICAGO   TO   GARY 

An  award  of  reparation  is  recommended  by  Examiner  M.  G. 
de  Quevedo  in  a  tentative  report  in  No.  12046,  Armour  &  Co.  vs. 
Wabash,  Director  General,  as  agent,  et  al.,  on  a  finding  that  a 
rate  on  fresh  meats,  in  straight  or  mixed  carloads,  from  Chicago, 
111.,  to  Gary,  Ind.,  moving  between  January  1,  1918,  to  March  15, 
1919,  was  unreasonable.  A  commodity  rate  of  30  cents  was  ap- 
plicable on  the  shipments,  but  charges  were  collected  on  the 
basis  of  21.5  cents,  resulting  in  undercharges.  The  complain- 
ants contended  that  the  rate  legally  applicable  was  unreasonable 
to  the  extent  that  it  exceeded  the  commodity  rate  of  17  cents, 
which  was  established  March  17,  1919.  The  examiner  recom- 
mends that  the  Commission  hold  the  rate  legally  applicable  un- 
reasonable to  the  extent  that  it  exceeded  17  cents  and  that  rep- 
aration should  be  made  down  to  the  basis  of  that  rate.  The  de- 
fendants should  be  allowed  to  waive  collection  of  the  outstanding 
undercharges,  the  examiner  says. 


STEAMSHIP  GUARANTY  PROVISIONS 

The  Traffic  World   Washington  Bureau 

Members  of  the  House  committee  on  interstate  and  foreign 
commerce  at  a  hearing,  July  11,  on  the  bill  which  would  bring 
the  Merchants  &  Miners  Transportation  Company  within  the 
provisions  of  section  209  of  the  transportation  act,  so  that  it 
could  make  a  claim  for  the  guaranty  in  the  six  months  follow- 
ing federal  control,  raised  the  question  of  whether  or  not  the 
government  should  extend  the  same  privilege  to  other  inde- 
pendent steamship  companies. 

Under  section  209,  railroad  controlled  water  lines  could 
accept  the  guaranty  provisions  but  no  provision  was  made  for 
independent  steamship  company  lines  such  as  the  Merchants  & 
Miners.  This  company,  along  with  the  lines  of  the  Clyde  Steam- 
ship Company,  the  Mallory  Steamship  Company  and  the  South- 
ern Steamship  Company  was  taken  under  federal  control  April 
11,  1918.  An  order  of  relinquishment  was  issued  by  the  Rail- 
road Administration  in  December,  1918,  and  it  was  accepted  by 
all  the  independent  lines  except  the  Merchants  &  Miners,  which 
contested  the  legality  of  the  attempted  relinquishment. 

Under  an  agreement  reached  with  the  Railroad  Administra- 
tion, the  Merchants  &  Miners  Company  took  back  its  property 
March  1,  1919,  without  prejudice  to  its  rights  tinder  the  federal 
control  act.  A  board  of  referees  appointed  by  the  Commission 
held,  October  4,  1920,  that  the  company  was  under  federal  con- 
trol up  to  March  1,  1920. 

The  company  filed  acceptance  of  the  provisions  of  section 
209  but  could  make  no  claim  for  the  guaranty  period  because 
nothing  was  said  about  independent  water  carriers.  The  pro- 
posed legislation  would  make  it  possible  for  the  company  to  file 
its  claim. 

The  question  was  raised  as  to  whether — if  the  Merchants  & 
Miners  was  not  relinquished  legally — the  Clyde,  Mallory  and 
Southern  companies  were  legally  relinquished,  and  whether  they 
should  not  be  entitled  to  file  claims  under  the  guaranty. 


Chairman  Clark,  of  the  Commission,  appeared  before  the 
committee  and  reiterated  his  position  as  stated  at  a  previous 
hearing,  that  he  could  see  no  reason  for  treating  a  water  line 
differently  from  railroads  which  were  under  federal  control.  He 
said  the  bill  would  confer  nothing  but  the  right  of  the  company 
to  file  its  claim.  He  said  he  believed  that  If  the  case  of  the 
company  had  been  presented  to  the  committees  when  the  trans- 
portation act  was  being  drafted,  the  company  would  have  been 
included  in  the  guaranty. 

Representative  Hoch  inquired  whether  it  was  not  true  that 
the  company  held  its  property  free  from  government  control 
after  March,  1919,  a  whole  year  before  the  end  of  federal  con- 
trol. Mr.  Clark  said  the  company  had  its  property  against  Us 
will.  Mr.  Hoch  also  raised  the  question  of  what  would  have 
happened  if  the  Merchants  &  Miners  had  earned  a  return  in 
excess  of  the  standard  return  in  the  guaranty  period.  Chair- 
man Clark  said  there  probably  would  have  been  nothing  for  the 
government  to  do  in  the  way  of  recapturing  the  excess,  because 
the  line  did  not  come  within  the  provisions  of  the  act  as  drawn, 
although  it  had  filed  acceptance  under  section  209.  In  other 
words,  Mr.  Hoch  inquired,  was  it  not  a  case  in  which  the  steam- 
ship company  could  not  lose  because  if  it  earned  more  than  the 
standard  return  there  was  no  way  for  the  government  to  re- 
capture the  excess  and  that  if  it  did  not,  it  stood  a  chance  of 
recovering  from  the  government?  Mr.  Clark  pointed  to  heavy 
deficits  incurred  by  the  company,  indicating  that  the  chances 
were  all  against  It  earning  the  standard  return  or  more  in  the 
guaranty  period.  Carriers  which  accepted  the  guaranty  under 
section  209  agreed  to  turn  over  all  earnings  in  excess  of  the 
standard  return. 

The  difference  between  the  Merchants  &  Miners,  and  the 
other  three  companies,  Chairman  Clark  said,  was  that  the  Mer- 
chants &  Miners  had  elected  to  stand  on  its  legal  rights  while 
the  other  companies  had  accepted  relinquishment. 

Representative  Barkley  said  that  it  seemed  that  if  the  re- 
linquishment of  the  Merchants  &  Miners  were  illegal,  that  the 
same  was  true  of  the  other  three  lines  and  that  morally  the 
same  consideration  should  be  given  them  as  to  the  Merchants  & 
Miners. 

A  night  session  was  held  by  the  House  committee  July  11. 

George  W.  Williams,  appearing  for  the  Chesapeake  Steam- 
ship Company,  which  is  controlled  by  the  Southern  Railway 
and  Atlantic  Coast  Line,  urged  an  amendment  to  the  bill  per- 
mitting the  Chesapeake  to  file  a  claim  for  the  guaranty  under 
section  209. 

The  Chesapeake  company,  it  developed,  attempted  to  re- 
cover under  the  guaranty,  but  the  Commission  held  that,  since 
it  was  controlled  by  the  Southern,  which  owns  approximately 
two-thirds  of  the  stock,  it  was  not  entitled  to  relief  because  the 
Southern  did  not  accept  the  provisions  of  section  209. 

F.  C.  Wright  appeared  for  the  Railroad  Administration.  He 
protested  against  a  statement  in  the  committee's  report  on  the 
Coady  bill  of  the  last  session  to  the  effect  that  the  Merchants 
&  Miners  was  under  federal  control  up  to  March  1,  1920.  That 
is  a  question  which  is  at  issue  between  the  company  and  the 
Railroad  Administration,  although  a  board  of  referees  appointed 
by  the  Commission  held  the  company  was  under  federal  control 
up  to  that  date. 

Otis  Beall  Kent,  counsel  for  the  Merchants  &  Miners,  made 
the  point  that  until  the  finding  of  the  board  of  referees  is  over- 
turned by  a  court  of  competent  jurisdiction,  it  is  the  law,  and 
that  the  Railroad  Administration  has  not  appealed  from  the 
decision. 


LOSSES  ON  EXPORT  CARGOES 

The  Traffic  World  Washington  Burcan 

Hearings  by  the  subcommittee  on  marine  insurance  of  the 
House  committee  on  merchant  marine  and  fisheries  on  the 
question  of  effecting  means  for  reducing  losses  on  American 
export  cargoes  through  theft,  pilferage,  breakage  or  other  dam- 
age have  been  set  for  July  18,  19,  and  20.  Opportunity  will  be 
given  to  each  of  the  three  interests  involved — underwriters, 
shippers  and  ship  operators — to  present  facts  and  recommenda- 
tions. It  is  planned  to  have  the  underwriters  appear  first,  then 
the  shippers,  and  then  the  ship  operators. 


TO   STUDY   SHIPPING   PROBLEM 

Secretary  of  Commerce  Hoover  has  appointed  W.  S.  Tower, 
formerly  with  the  Consolidated  Steel  Corporation,  of  New  York, 
as  chief  of  the  Iron  and  Steel  Industrial  Division  of  the  Depart- 
ment of  Commerce.  Before  taking  up  his  duties,  however,  Mr. 
Tower  will,  in  co-operation  with  the  Shipping  Board,  study  the 
commercial  aspects  of  the  American  shipping  problem — trade 
routes,  allocation  of  ships,  assignment  of  tonnage,  etc.  During  the 
war  Mr.  Tower  was  director  of  the  division  of  planning  and 
statistics  of  the  Shipping  Board  and  is  the  author  of  numerous 
articles  on  shipping  and  traffic.  He  made  an  investigation  of 
port  traffic  of  South  America  eight  years  ago  and  his  report  is 
still  used  as  standard  authority  on  port  traffic  of  Latin-American 
countries  before  the  war. 
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RATES,  RAIL  AND  WATER,  ATLANTIC 
SEABOARD  TO  TEXAS 

The  Traffic  World  Washington  Buretrt 

In  a  pointed  manner,  by  implication,  Commissioner  Camp- 
bell, from  the  bench,  July  9,  raised  the  question  -whether,  by 
reason  of  the  duty  laid  on  the  Commission  by  section  ISA,  car- 
riers have  not  lost  the  right  to  initiate  rates — especially  re- 
duced rates.  He  did  that  in  the  course  of  a  re-argument  on  I. 
and  S.  No.  1280,  rail-and- water  rates  from  Atlantic  seaboard  ter- 
ritory to  Texas  points.  In  that  case  the  Commission  said  (61 
I.  C.  C.  740-50)  that  the  Morgan  and  Mallory  steamship  lines 
and  their  rail  connections  had  not  justified  the  comprehensive 
readjustment  of  rates  proposed  in  the  suspended  tariffs,  which, 
according  to  declarations  of  the  carriers  involved,  proposed  to 
equalize  rates  from  the  Atlantic  seaboard  to  interior  Texas  via 
New  York  and  Galveston  with  rates  from  the  same  points  of 
origin  and  to  the  same  points  of  destination  via  Philadelphia 
and  Houston.  The  Commission,  in  addition,  said  the  readjust- 
ment was  not  "necessary."  It  did  not  explain  why  it  had  used 
the  word  "necessary,"  which  is  not  found,  even  by  implication, 
in  connection  with  rates  in  any  part  of  the  interstate  commerce 
act,  except  section  ISA,  in  which  the  Commission  is  directed  to 
initiate  and  establish  rates  to  give  the  carriers  a  return  on 
their  property  of  not  less  than  5.5  per  cent. 

The  whole  subject  of  rates  via  the  gulf  was  threshed  over 
by  J.  R.  Bell  for  the  Southern  Pacific  and  the  Morgan  line; 
Frank  W.  Gwathmey  for  the  Mallory  line;  Frank  Lyon  for  the 
Luckenbach  line;  George  H.  Atkins,  Jr.,  for  the  M.  K.  &  T.  and 
other  protesting  railroads;  Paul  Kayser,  for  the  Houston  Cham- 
ber of  Commerce;  E.  H.  Thornton,  for  the  Galveston  Commer- 
cial Association;  W.  H.  Chandler,  for  the  Boston  Chamber  of 
Commerce;  A.  E.  Beck,  for  the  Merchants'  and  Manufacturers' 
Association  of  Baltimore,  and  W.  A.  Glasgow,  for  the  Phila- 
delphia commercial  interests. 

Commissioner  Campbell,  several  times  in  the  course  of  the 
argument,  asked  questions  that  might  indicate  that  he  was  of 
the  opinion  that  the  addition  to  section  15  placed  the  initiation 
of  all  rates  wholly  in  the  keeping  of  the  Commission  because 
the  addition  requires  the  Commission  to  initiate  and  establish 
rates  to  give  the  carriers  a  specified  return  on  their  investment. 
The  climax  came,  however,  during  the  closing  of  the  case  by 
Bell. 

"If  we  are  to  have  our  traffic  policy  controlled  hereafter  by 
our  competitors  we  would  like  to  know  it,"  said  Bell. 

"Is  there  such  a  thing  as  competition  in  the  making  of 
rates;  has  there  been  such  a  thing  for  twenty  years?"  asked 
Campbell. 

Bell  looked  startled.  He  stammered  out  that  he  thought 
there  was  such  a  thing  as  competition  in  the  making  of  rates 
and  proceeded  to  name  a  few  instances. 

"If  there  is  no  such  thing  as  competition  in  the  making  of 
rates,  God  help  the  public,"  Bell  saidl 

"If  there  is,  God  help  the  group  rates  that  have  been  estab- 
lished," retorted  Commissioner  Campbell. 

Prior  to  that  the  suggestion  came  several  times  that  the 
Commission  would  have  to  keep  control  over  all  rates  for  the 
preservation  of  the  rates  it  established  for  the  groups  defined 
in  Ex  Parte  No.  74.  Mr.  Gwathey  founded  practically  the 
whole  of  his  argument  on  a  challenge  of  the  jurisdiction  of  the 
Commission's  power  to  establish  a  minimum  joint  rate  in  in- 
stances in  which  one  of  the  parties  to  the  joint  rate  is  a  water 
carrier.  He  pointed  out  several  places  in  the  law  in  which  Con- 
gress had  expressly  limited  the  power  to  make  minimum  rates 
so  that  it  would  not  cover  joint  rates  in  which  one  of  the  par- 
ticipants was  a  water  line.  He  contended  that  in  this  case  the 
Commission  had  made  minimum  rates  for  the  Mallory  line. 

Paul  Kayser,  speaking  as  a  lawyer,  laid  down  the  proposi- 
tion that,  under  the  rule  governing  the  exercise  of  power,  when 
power  is  given  to  do  a  certain  thing,  it  carries  with  it  power  to 
do  every  minor  thing  necessary  to  permit  the  exercise  of  the 
major  power.  Therefore,  he  asserted,  he  had  no  doubt  about 
the  power  of  the  Commission  to  do  just  what  it  had  done  in 
this  case — namely,  allow  the  reduced  rates  to  go  into  effect  and 
then  require  their  cancellation,  because,  in  the  Commission's 
judgment,  the  reduced  rates  were  not  justified  and  not 
"necessary." 

Bell,  in  his  argument,  said  the  Commission  had  not  made 
any  finding  that  the  rates  were  in  violation  of  any  section  of 
the  act.  They  were  in  effect  before  the  Commission  ordered 
the  schedules  cancelled  and,  therefore,  their  cancellation  must 
be  preceded  by  a  finding  of  unreasonableness,  unjust  discrimi- 
nation or  undue  prejudice.  No  such  finding  was  made.  The 
only  finding  was  no  justification  and  no  necessity. 

Frank  Lyon  appeared  by  the  grace  of  the  Commission,  in 
behalf  of  the  Luckenbach  lines  which  were  not  subject  to  the 
Commission,  largely  because  Lyon  had  advised  them  not  to  par- 
ticipate in  joint  rates  or  to  make  proportionals.  He  said  the 
decision  of  the  Commission  in  this  case  was  not  in  the  interest 
of  the  Luckenbach  or  any  other  independent  line,  or  of  the  pub- 
lic. He  said  his  clients  would  like  to  be  able  to  meet  competi- 
tion where  it  was  felt.  Commissioner  Campbell  called  his  at- 


tention to  the  fact  that  the  Luckenbach  lines  do  not  make  rail- 
and-water  rates. 

"No,  but  they  may  and  they  do  not  want  this  decision  to 
stand  in  their  way,"  said  Lyon. 

"Oh,  then  it  is  potential  protection  you  are  seeking,"  sug- 
gested Mr.  Campbell. 

"This  is  not  equalization  as  that  word  is  understood,"  said 
George  H.  Atkins,  speaking  for  the  protesting  railroads.  "It 
means  making  every  point  in  the  Atlantic  seaboard  territory, 
other  than  Philadelphia,  a  part  of  the  port  of  New  York,  with 
rates  the  same  as  from  Philadelphia.  Equalization  means  tak- 
ing some  place  from  which  joint  through  rates  do  not  apply  to 
the  given  destination,  and  giving  it  the  benefit  of  joint  through 
rates  applicable  between  some  other  points.  It  does  not  mean 
the  reduction  of  rates.  If  this  scheme  goes  into  effect,  it  means 
the  reduction  of  our  through  rates.  It  is  my  position  that  the 
Commission  has  the  power  to  prevent  the  destruction,  by  two  or 
three  parties,  of  the  group  rates  prescribed  by  you  under  ISA. 
If  these  parties  have  the  power  to  make  the  rates  proposed  they 
have  the  power  to  make  it  impossible  for  you  to  carry  out  the 
terms  of  ISA." 

"If  it  has  not  that  power,"  asked  Commissioner  Campbell, 
"how  long  can  the  group  rates  last?" 

"Why,  they  can't  last  at  all,"  said  Atkins.  "The  rates  pro- 
posed are  unduly  preferential  of  some  classes  of  traffic  and 
some  localities.  They  would  put  burdens  on  other  traffic  and 
other  localities." 

Paul  Kayser  said  there  were  two  complete  answers  to  the 
Gwathney  proposition.  The  first  was  that  the  Commission,  hav- 
ing received  the  power  to  fix  rates  to  give  an  adequate  return 
on  the  investment,  had  received  all  necessary  power  to  estab- 
lish and  maintain  such  rates.  The  second  was  that  the  Mallory 
and  the  Southern  Steamship  lines  being  owned  by  the  Atlantic, 
Gulf  &  West  Indies  company,  that  company  proposed  to  dis- 
criminate against  Houston  by  14  cents  first  class  in  favor  of 
New  York  and  Galveston  and  that  that  alone  was  sufficient  to 
condemn  the  rates. 

Mr.  Thornton,  for  Galveston,  said  Galveston  suffered  more 
keenly  than  Houston  in  the  competition  between  Houston  and  Gal- 
veston mentioned  by  Mr.  Kayser.  He  said  that  from  Pittsburgh 
via  New  York  to  Galveston  the  rate  was  74  cents  on  iron  and 
steel  while  the  rate  from  Pittsburgh  to  Houston  via  Philadelphia 
was  only  71.5  cents.  He  said  the  Commission  had  erred  in  not 
allowing  the  publication  of  rates  on  steel  and  iron  from  Pitts- 
burgh via  New  York  to  Galveston  as  low  as  from  Pittsburgh  to 
Houston  via  Philadelphia.  This  was  an  exact  equalization  that 
was  proposed,  he  said,  Mr.  Atkins  to  the  contrary  nothwith- 
standing. 

Mr.  Chandler  also  hooted  at  the  contentions  of  Mr.  Atkins, 
saying  that  if  the  tariffs  had  been  allowed  to  remain  in  effect 
a  step  would  have  been  taken  toward  the  restoration  of  the 
relationship  in  rates  that  once  existed  between  the  rail-and- 
water  rates  from  New  England  via  the  gulf  ports  and  the  all-rail 
rates  via  St.  Louis.  The  difference,  he  said,  prior  to  the  per- 
centage increases  was  25  cents.  Now  it  was  63  cents. 

"We  are  asking  you  to  help  the  Morgan  line  restore  that 
old  relationship,"  said  Mr.  Chandler.  "New  England  has  been 
hurt  by  practically  every  change  in  the  rates  in  the  last  six 
or  seven  years.  Philadelphia  asks  you  to  act  as  guardian  angel 
for  her  at  the  expense  of  every  other  part  of  the  seaboard  ter- 
ritory." 

Baltimore  joined  Boston  in  approving  what  the  Morgan  and 
Mallory  lines  proposed  doing.  Mr.  Beck  said  Baltimore  fejt 
that  the  Morgan  line,  by  proposing  the  rates  under  discussion, 
was  giving  Baltimore  an  opportunity  to  compete  with  Phila- 
delphia. He  said  he  did  not  believe,  as  suggested  by  the  South- 
ern Steamship  line,  that  it  would  be  put  out  of  business  by  the 
proposed  equalization. 

In  behalf  of  Philadelphia,  Mr.  Glasgow  objected  to  the  ab- 
sorption tariffs  under  discussion  as  being  not  in  accordance  with 
terms  of  the  statute,  the  statute  recognizing,  he  said,  only  joint 
or  proportional  tariffs.  He  said  the  proposed  scheme  would  put 
the  Southern  line  out  of  business  and  Philadelphia,  as  a  port, 
out  of  the  Gulf  ports  trade.  He  said  the  Morgan  line  was  try- 
ing to  do  by  indirection  what  the  Commission  had  said  it  could 
not  do  directly,  when  the  Commission  denied  it  the  privilege, 
under  section  5,  to  extend  its  service  to  Philadelphia  and  Hous- 
ton, in  direct  competition  with  the  Southern  line. 

Commissioner  Potter  asked  Mr.  Glasgow  why  he  said  the 
Southern  line  would  be  put  out  of  business  if  the  Morgan  and 
Mallory  were  allowed  to  offer  the  same  rates  to  Galveston  via 
New  York  that  the  Southern  line  offers  to  Houston  via  Phila- 
delphia. 

"Why  would  the  same  rate  destroy  your  line?" 

"The  service  via  New  York  would  be  more  frequent  and 
faster,"  said  Mr.  Glasgow. 

"Isn't  your  proposition,  then,  that  the  Morgan  line  should  be 
penalized  for  offering  the  public  a  better  service?" 

Mr.  Glasgow  went  into  details  to  show  that  the  so-called 
equalization  scheme  would  cause  the  hauling  of  freight  from 
Baltimore  right  through  Philadelphia  for  dispatch  through  New 
York,  and  that,  in  the  last  analysis,  it  was  a  question  as  to 
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a  policy  should  be  approved  that  would  break  down  the 
purl  iliiirn niial  adjustment  which  WJLS  made  so  as  to  allow  each 
port  to  develop  Instead  of  having  all  the  business  confined  to 
oni'  port. 


PACIFIC  EXPORT  DEMURRAGE 

Tht  Traffic  World  Washington  Bureau 

Shippers  on  the  Pacific  coast  through  the  Panama  Canal 
and  the  Shipping  Board  have  made  protests  and  inquiries  about 
the  proposal  carried  in  a  tariff  of  the  Pacific  Car  Demurrage 
HuiTuii,  supplement  No.  1  to  R.  C.  Munholland's  I.  C.  C.  27.  It 
decreases  the  free  time  on  export  freight  from  California,  Nevada, 
and  Arizona  via  the  Pacific  ports,  from  five  days  to  forty-eight 
hours.  In  terms  the  free  time  Is  reduced  on  export  traffic,  ex- 
cept that  going  to  Asia,  Australia,  Fiji  Islands,  Philippines,  New 
Zealand,  Hawaiian  Islands  and  beyond,  Alaska,  Yukon  River 
points,  British  Columbia  north  of  Queen  Charlotte  Sound,  Mexico, 
Central  America  and  South' America. 

That  limitation  means  that  traffic  from  the  states  mentioned 
going  through  the  Panama  Canal  for  Europe,  Africa  and  South 
America  must  be  removed  from  the  cars  within  the  free  time 
allowed  on  domestic  traffic.  Information  that  such  a  tariff  was 
on  file  reached  the  shippers  interested  some  time  after  July  1 
and  their  inquiries  and  protests  began  coming  to  the  Commis- 
sion about  a  week  later.  The  face  of  the  tariff  shows  that  Mun- 
holland  printed  it  June  2,  to  be  effective  July  15.  It  reached 
the  files  of  the  Commission  June  8  but  it  attracted  no  attention 
there  until  a  month  later,  when  the  Pacific  coast  shippers  began 
making  inquiries  and  protests.  The  latter  said  they  had  not 
received  copies  of  it  until  after  July  1  and  inquiry  by  the  Com- 
mission developed  the  fact  that  Mr.  Munholland  did  not  begin 
its  distribution  until  July  1.  Pacific  coast  shippers,  therefore, 
did  not  comply  with  the  rule  requiring  protestants  to  have  their 
written  protests  on  file  with  the  Commission  ten  days  before 
the  effective  date  of  the  involved  tariff.  At  the  time  this  was 
written,  a  few  days  before  the  effective  date  of  the  tariff,  it  was 
understood  that  the  Commission  was  not  going  to  hold  to  that 
rule  because  of  the  belated  publicity  given  to  the  tariff  by  the 
car  demurrage  bureau.  It  was  giving  consideration  to  the  mat- 
ter, although  some  of  the  protests  came  to  hand  only  four  days 
before  the  operative  date. 

The  protesting  shippers  did  not  mince  words  about  their 
belief  that  the  tariff  was  aimed  against  shipments  through  the 
Panama  Canal  and  that  it  was  inspired  by  the  transcontinental 
carriers  that  were  supposed  to  be  feeling  the  competition  through 
the  canal. 

Agent  Munholland,  however,  in  his  explanation,  gave  a 
plausible  reason  for  wishing  to  reduce  the  free  time  on  export 
or  coastwise  traffic  from  the  states  mentioned.  He  said  that 
seventy-nine  per  cent  of  the  traffic  was  unloaded  within  the  free 
time  allowed  on  domestic  freight  and  that  the  hauls  from  the 
states  mentioned  were  so  short  that  it  was  possible  to  time 
traffic  so  that  it  would  not  arrive  much  before  the  arrival  of  the 
ship  that  was  to  take  it  away  from  the  warehouses  of  the 
carriers. 

The  Shipping  Board's  interest  was  aroused  in  the  matter 
through  the  suggestions  of  operators  of  its  ships  that  the  trans- 
continental carriers  might  be  trying  to  hamstring  traffic  through 
the  Canal  by  shortening  the  free  time  so  as  to  make  it  almost 
impossible  for  at  least  some  shippers  to  use  the  Canal  without 
being  penalized  at  the  ports  by  the  payment  of  demurrage  such 
as  would  not  be  imposed  on  other  traffic  sent  to  the  ports  for 
further  shipment. 


THE  PORT  OF  TACOMA 

The  fact  that  the  annual  convention  of  the  American  Asso- 
ciation of  Port  of  Authorities,  for  the  first  time  in  its  history,  is 
going  to  be  held  in  the  Pacific-Northwest  this  summer  is  taken 
as  an  indication  of  the  growing  importance  of  the  Puget  Sound 
ports  in  the  minds  of  this  group  of  executives  representing  every 
port  in  the  United  States. 

Neither  the  geographical  location  of  the  Sound,  as  one  of 
the  principal  gateways  to  the  Orient,  nor  the  climate  and  scenery 
that  make  the  Northwest  a  charming  spot  for  summer  touring, 
would  be  sufficient  to  attract  a  national  convention  of  specialists 
in  the  shipping  and  industrial  world,  it  is  pointed  out.  Conven- 
tions are  held  usually  in  localities  that  afford  opportunity  for 
those  attending  to  come  in  contact  with  new  plans  and  advanced 
ideas  being  worked  out  by  others  in  the  field  in  which  they  are 
interested.  The  cities  on  Puget  Sound  are  all  engaged  in  de- 
veloping their  natural  ports  and,  while  the  national  convention 
of  the  port  authorities  will  be  held  in  Seattle,  a  city  which  has 
pioneered  in  modern  lines  of  port  development,  the  delegates 
attending  the  convention  will  have  an  opportunity  to  see  another 


port  In  the  process  of  being  developed  and  constructed  from 
magnificent  raw  material,  at  Tacoma. 

Tacoma,  Washington,  Is  a  city  of  100,000  people,  about  two 
hours'  ride  by  boat  down  the  Sound  from  the  convention  city. 
Although  claused  In  government  reports  as  one  of  the  two  har- 
bors in  the  United  States  that  can  accommodate  vessels  of  any 
draft,  Its  citizens,  through  an  elected  port  commission  of  business 
men,  are  now  engaged  In  a  gigantic  plan  to  adapt  its  natural 
harbor  to  meet  modern  shipping  conditions. 

In  the  development  of  the  Port  of  Tacoma  there  are  no 
physical  obstacles.  The  harbor  is  practically  landlocked  and  the 
water  is  from  six  to  one  hundred  fathoms  deep.  The  approach 
is  over  a  level  area  of  several  thousand  acres,  all  available  for 
waterways  and  Industrial  sites.  There  Is  probably  no  port  In 
the  United  States  where  the  cost  of  dredging  waterways  and 
building  piers  could  be  less. 

The  municipally  owned  section  of  Tacoma's  waterfront  cov- 
ers two  hundred  and  eighty  acres,  accessible  to  four  transcon- 
tinental railways.  The  broad  lane  of  three  miles  to  the  docks 
constitutes  a  fine  terminal  from  the  land  side,  and  the  avenue 
from  the  Sound  is  open  and  free  from  obstructions.  Ocean 
liners  of  any  draft  can  enter  Tacoma's  new  port  terminals  under 
their  own  steam.  The  maximum  speed  of  freight  between  water 
and  shore  is  practicable. 

The  comprehensive  plan  of  the  port  authorities  contemplates 
berthing  space,  when  fully  developed,  for  as  many  as  fifty  large 
ships  at  one  time.  Only  a  beginning  has  been  made,  but  It  is 
a  substantial  one.  The  pier  that  has  been  completed  and  in  use 
is  primarily  a  lumber  pier  and  is  well  equipped  for  that  trade. 
The  territory  back  of  Tacoma  is  full  of  sawmills,  cutting  flr. 
This  initial  development  of  Tacoma's  port  facilities  appeals  to 
the  lumber  exporter. 

Incidental  to  the  port  facilities  is  the  creation  of  sites  for 
manufactories  that  require  both  rail  and  water.  The  port  com- 
missioners are  offering  sites  on  long  leases  free  from  taxes  at 
low  rental  values. 

The  ambition  of  the  Tacoma  port  planners  is  a  quick  turn- 
around. The  transit  shed  on  Pier  No.  2  that  will  be  constructed 
in  the  immediate  future,  will  be  equipped  with  freight-handling 
machinery  of  the  speediest  type. 

Above  all  other  ports  on  the  Pacific  coast,  it  is  claimed  by 
Tacoma,  the  location  of  its  port  is  best  adapted  for  the  estab- 
lishment, operation  and  maintenance  of  a  foreign  trade  zone. 
A  large  block  of  several  hundred  acres  is  the  basis  of  the  real 
zone,  free  from  the  congestion  of  a  built-up  territory  and  con- 
tiguous to  ample  rail  and  water  transportation  facilities. 


NEW  SERVICE,  ASTORIA  TO  HAWAIIAN  ISLANDS 
R.  D.  Pinneo,  general  traffic  manager  of  the  Port  of  Astoria, 
Oregon,  announces  the  inauguration  from  that  port  of  direct 
freight  and  passenger  service  to  the  Hawaiian  Islands  (Alaska 
Steamship  Company  S.  S.  Cordova),  sailing  July  25  and  every 
thirty  days  thereafter,  calling  at  Honolulu-,  Kahului,  Kaanapali, 
Port  Allen  and  Hilo.  This  service  takes  the  place  of  that  for- 
merly given  by  the  Matson  Navigation  Company  with  Shipping 
Board  vessels,  now  not  on  the  route. 


SHIPS    BUILT    IN   THE    U.   S. 

Ships  built  in  the  United  States  and  officially  numbered  by 
the  Bureau  of  Navigation,  Department  of  Commerce,  during 
the  year  ended  June  30,  1921,  totaled  1,429  of  2,210,221  gross 
tons,  not  including  33  vessels,  of  66,038  gross  tons,  built  for  for- 
eign owners,  making  a  grand  total  of  1,462  vessels  of  2,276,259 
gross  tons. 


ADVERTISING  THE  MERCHANT  MARINE 
A  report  has  been  made  to  Admiral  Benson,  member  of  the 
Shipping  Board,  by  the  Advertising  Agencies  Corporation  on  a 
survey  of  advertising  with  a  view  to  developing  the  American 
merchant  marine.  The  corporation  is  an  association  of  132 
advertising  agencies.  The  report  embraces  sixty-three  sugges- 
tions for  increasing  the  freight  and  passenger  traffic  of  the 
American  merchant  marine  and  recommends  the  expenditure  of 
.$1,000,000  on  advertising  in  the  next  year.  The  survey  was  or- 
dered by  Admiral  Benson  about  a  year  ago  when  he  was  chair- 
man of  the  board. 


STATUS  OF  FLEET  CORPORATION 

Issuance  by  the  President  of  a  proclamation  declaring  a 
state  of  peace  with  Germany  would  have  no  effect  on  the  status 
of  the  Emergency  Fleet  Corporation,  officials  of  the  Shipping 
Board  said  July  13,  because  the  merchant  marine  act  of  1920  In 
section  12  makes  specific  provision  for  continuance  of  the  life 
of  the  corporation  until  all  vessels  have  been  sold  in  accord  with 
the  terms  of  the  act.  The  question  had  been  raised  as  to  whether 
the  issuance  of  a  peace  proclamation  would  terminate  the  life 
of  the  fleet  corporation  which  was  created  by  war  emergency 
legislation. 


120 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  3 


SHIPPING  BOARD  REORGANIZATION 

The  Traffic  World  Washington  Bureau 

Operation  of  the  Emergency  Fleet  Corporation  under  the 
direction  of  five  vice-presidents,  three  of  whom  will  have  direct 
charge  of  the  division  of  operations,  is  provided  for  under  a 
plan  of  reorganization  announced  by  A.  D.  Lasker,  chairman  of 
the  United  States  Shipping  Board,  July  11.  The  plan  was  ap- 
proved by  President  Harding. 

Three  men  experienced  in  various  phases  of  ocean  shipping 
affairs — J.  Barston  Smull,  of  New  York;  William  J.  Love,  of 
New  York,  and  A.  J.  Frey,  of  Los  Angeles — will  be  the  vice- 
presidents  in  charge  of  the  operation  of  the  government-owned 
fleet.  Their  combined  salaries  will  be  $95,000  a  year,  which,  if 
divided  equally,  would  give  each  a  salary  of  a  little  over  $31,- 
000  a  year. 

Elmer  Schlesinger,  chief  counsel  of  the  board  and  Emergency 
Fleet  Corporation,  will  serve  as  a  vice-president.  A  fifth  vice- 
president  will  be  named  to  take  charge  of  the  sale  of  ships  and 
salvage.  A  new  treasurer  will  be  selected  to  take  the  place  of 
R.  W.  Boiling;  ^  brother-in-law  of  former  President  Wilson. 
Alonzo  Tweedale,  comptroller,  will  remain  in  that  position. 
Clifford  W.  Smith,  of  Benton  Harbor,  Mich.,  who  has  been  an 
Associated  Press  reporter  in  Washington  for  several  years,  was 
selected  as  secretary  of  the  board  and  corporation  as  successor 
to  J.  J.  Flaherty,  who  resigned. 

W.  B.  Keene,  acting  director  of  operations  of  the  board, 
will  remain  in  the  operating  division.  Robert  M.  Montgomery, 
who  was  recently  selected  to  reorganize  the  auditing  system  of 
the  board  and  corporation,  will  represent  the  board  in  that 
capacity. 

Vice-presidents  Smull  and  Love  had  luncheon  with  President 
Harding  July  11.  Vice-president  Frey  arrived  in  Washington 
the  latter  part  of  the  week.  The  vice-presidents  will  assume 
their  duties  early  next  week. 

"The  appointment  of  Smull,  Love  and  Frey  will  mean  a  new 
day  in  the  minds  of  shippers,  and  you  don't  want  to  forget  that 
in  this  equation,"  said  Chairman  Lasker  in  announcing  the 
plan  of  reorganization.  "Shippers  have  lost  confidence  in  the 
government-owned  ships.  They  have  not  sailed  on  time,  and 
the  goods  have  not  always  been  in  good  condition  when  they 
arrived.  By  the  time  they  get  the  answer  as  to  whether  we 
will  charter  a  ship,  that  business  is  often  loaded  in  foreign  bot- 
toms. The  coming  of  Smull  and  Love  and  Frey  will  give  a 
wholly  different  atmosphere  to  American  shippers.  They  will 
know  it  will  not  change  the  next  day.  And  there  is  not  a 
shipper  who  does  not  know  these  names  as  a  music  lover  knows 
Caruso  or  a  base-ball  lover  knows  Babe  Ruth.  And  they  will 
know  that  these  men  will  do  it,  and  that  is  what  we  mean 
when  we  say  that  through  efficiency  we  will  build  up  an  Amer- 
ican merchant  marine." 

In  announcing  the  plan  or  reorganization,  Chairman  Lasker 
said: 

"We  are  ready  with  our  first  plan  of  reorganization  which 
has  been  unanimously  adopted  by  the  seven  members  of  the 
Shipping  Board  and  approved  in  detail  by  the  ^resident  We 
are  going  to  operate  the  ships  by  calling  back  into  being  the 
Emergency  Fleet  Corporation.  Under  the  Jones  act  we  have 
the  fullest  authority  so  to  do.  If  at  any  point  we  should  be 
lacking  in  legal  sanction,  the  President  will  undertake  to  ob- 
ain  from  Congress  the  necessary  legislation  required  The 
trustees  of  the  Emergency  Fleet  Corporation  will  be  the  mem- 
bers of  the  Shipping  Board.  The  chairman  of  the  Shipping 
Board  will  be  the  President  of  the  Corporation.  There  will  be 
five  vice-presidents,  three  engaged  in  operations,  one  the  chief 
counsel,  and  the  other  vice-president  will  be  in  charge  of  sales 
of  ships  and  salvage  of  materials. 

"We  have  $300,000,000   in   law   suits  and   claims,   which    of 
course    we  will  undertake  to  defend  in  such  manner  as  to 'see 
that  the  government  is  protected  and  every  claimant  receives 
s  dues.     We  have  scores  of  millions  of  property  to  salvage 
and  we  will  undertake  to  do  that  in  such  a  way  and  at  such  a 
time  that  we  will  get  its  true  worth.    But,  hypothetically  speak- 
ing, if  we  gave  away   the   salvage  and   If  we  lost  all   the  law 
suits,  the  money  cost  would  be  measured  and  not  continued 
t  would  be  the  total  amount  already  invested.    But  operations 
is  another  matter.     The  loss  there  cannot  be  measured-    unless 
corrective  measures  are  applied  it  would  be  continual  and  un- 
ending.    And  again,  unless  operations  should  be  done  efficiently 
5   American  merchant  marine   will   never   be   established   on 
igh  seas.    So  that  while  law  suits  and  salvage  can  cost  the 
reasury  a  great  deal  of  money  if  not  efficiently  done,  in  the 
end  it  has  nothing  to  do  with  the  successful  operation  of  the 
All  in  all  it  is  the  success  or  failure  of  operations  that 
wil  furnish  the  final  answer. 

"The  shipowner's  association  of  America  and  the  ship  opera- 

!    association  of  America  have  shown  the  most  magnificent 

it  of  co-operation  with  the  new  Shipping  Board,  and  have  by 

•idence  proved  to  the  new  Shipping  Board  that  they  want  to  enter 

true  partnership  with  it  for  the  upbuilding  of  the  Amer- 

n  merchant  marine.    The  ones  who  knew  best  how  to  operate 

the  owners  and  operators,  and  they  were  unanimous 

recommendation  that  ship  operations  should  be  under  one 


man.  But  it  seemed  otherwise  to  the  board,  because  the  opera- 
tions of  the  fleet  under  its  control  are  so  infinitely  greater  than 
anything  ever  undertaken  by  other  men,  that  the  mere  experi- 
ence of  the  past  could  not  be  a  sure  guide  to  the  future.  The 
biggest  privately  owned  fleet  known  today  has,  I  think,  107 
ships  in  it.  Leaving  out  the  wooden  boats,  we  have  1,440  ships. 
It  is  no  secret  that  our  business  and  organization  are  not  in 
smooth  running  condition;  and  no  one  man  could  possibly  solve 
the  problems  presented,  both  because  of  lack  of  time  and  because 
they  present  such  diversified  problems  that  no  one  mind  could 
grapple  with  them. 

"We  asked  the  shipping  world  to  recommend  the  best  talent 
to  us  for  the  positions  determined  upon,  and  told  them  we  would 
take  no  one  save  those  recommended  by  them,  though  we  did 
not  promise  to  take  the  first,  second  or  third  that  they  recom- 
mended; and  we  would  only  take  outsiders  if  they  utterly  failed 
to  present  to  us  men  whom  we  could  accept.  I  met  with  the 
men  recommended  by  them,  every  one  of  whom  came  believing 
in  one  man  for  operations;  and  with  one  exception,  after  we 
showed  our  situation  to  this  man,  you  could  not  have  gotten 
that  man  to  come  if  he  was  to  be  the  only  man. 

"The  three  men  selected  are,  Mr.  J.  Barston  Smull,  Mr.  Wil- 
liam J.  Love,  both  of  New  York,  and  Mr.  A.  J.  Frey  of  Los 
Angeles  and  San  Francisco.  Mr.  Smull  is  a  half  owner  in  one  of 
the  largest,  if  not  the  largest,  ship  brokerage  firms  in  America. 
His  firm  has  an  income  of  about  $500,000  a  year,  an-d  his  share 
is  $250,000.  He  was  the  unanimous  choice  of  the  ship  owners 
and  ship  operators'  associations  for  the  position  of  chief  of 
operations  of  the  fleet,  and  to  a  man  every  ship  owner  and 
operator  described  him  as  the  only  man  they  could  agree 
on  to  operate  the  fleet.  I  remained  for  twelve  days  in  New 
York  with  Mr.  Smull,  getting  his  refusal  day  after  day,  and 
day  after  day  telling  him  'They  have  convinced  me  that  you 
are  the  man  who,  if  associated  with  us,  will  make  the  promise  of 
success  pretty  sure,  and  without  you  I  don't  think  we  can  suc- 
ceed." He  not  only  has  the  confidence  of  owners  and  operators, 
but  shippers  as  well,  because  he  is  known  to  every  shipper.  He 
was  chairman  of  the  chartering  committee  of  the  American  ships 
during  the  war,  and  throughout  the  world  it  was  recognized  as 
the  finest  piece  of  chartering  work  done  in  any  of  the  allied 
countries.  Day  after  day,  because  of  the  great  length  of  time 
he  had  given  to  the  government  before  and  during  the  war,  and 
because  of  present  conditions  in  his  own  business,  he  refused 
to  come.  But  on  Saturday  he  yielded,  on  condition  that  he  was 
satisfied  with  his  interview  with  the  board  and  the  President; 
and  he  was  satisfied.  They  put  up  to  us  several  alternate  men 
if  we  could  not  get  Mr.  Smull,  but  none  of  these  alternate  men 
had  a  unanimous  vote.  After  I  met  Mr.  Smull,  I  became  con- 
vinced that  he  was  in  every  way  an  ideal  man. 

"Mr.  Love,  I  might  say,  was  the  unanimous  choice  of  the 
ship  operators,  and  when  he  was  selected,  the  ship  owners  joined 
in  feeling  that  he  and  Mr.  Smull  represented  the  best  that  the 
eastern  seaboard  could  put  forward.  Mr.  Love  is  the  New  York 
manager  of  the  largest  British  firm  doing  business  in  this  coun- 
try. He  is  an  American  citizen,  born  in  America,  and  considered 
possibly  the  best  expert  in  this  country  on  traffic  matters  in 
connection  with  ships,  and  knows  conditions  throughout  the 
United  States  and  the  world,  particularly  how  the  British  have 
operated  so  successfully. 

"From  the  West  we  have  selected  Mr.  A.  J.  Frey,  who  was 
assistant  to  the  President  of  the  Pacific  Mail  Company  when 
it  had  its  large  fleet,  and  at  that  time  was  the  most  successfully 
operated  American-owned  concern. 

"The  work  will  be  divided  among  these  three  vice-presidents, 
and  the  policies  in  connection  with  the  operating,  chartering 
and  disposal  of  ships  will  be  initiated  by  them  to  the  board. 
The  board  has  invited  them  in  on  the  basis  of  an  absolutely  free 
hand  in  the  operation  of  the  boats  after  a  policy  shall  have  been 
decided,  and  they  have  the  assurance  of  the  board  and  the 
President  that  there  will  be  no  political  interference  of  any 
nature.  The  President  has  urged  upon  them  the  absolute  neces- 
sity of  operating  these  boats  on  the  basis  that  they  represent 
all  the  stockholders,  who  are  all  the  people  of  the  United  States, 
and  that  efficiencsy  alone,  and  that  which  lends  to  efficiency, 
should  be  compelling  in  their  decisions  on  personnel  and  on  their 
actions. 

"The  President  and  the  board  feel  greatly  encouraged  that 
men  of  the  type  announced  have  accepted  these  appointments. 
The  sacrifice,  such  as  Mr.  Smull  for  instance,  is  making,  is 
beyond  measure.  The  sacrifice  Mr.  Love  and  Mr.  Frey  are  mak- 
ing in  leaving  their  well-ordered  business  is  the  best  evidence 
that  we  can  get  the  best  brains  of  the  country  into  the  operation 
of  the  Shipping  Board;  and  the  Shipping  Board  cannot  excuse 
itself  for  failure,  if  it  does  fail,  on  the  ground  that  it  cannot 
get  around  it  the  highest  type  of  men  able  to  do  the  work.  If 
we  fall,  down  in  that  direction  it  will  be  our  own  fault,  and  there 
will  be  no  chance  for  an  alibi.  It  will  take  a  year  of  the  hardest 
kind  of  work  and  of  the  most  efficient  kind  of  work  to  bring 
the  first  semblance  of  order  out  of  the  chaos  that  exists.  But 
we  do  not  only  feel  hopeful  and  encouraged;  we  feel  that  the 
coming  to  us  at  such  sacrifices  of  these  men  and  other  men  with 
whom  we  are  negotiating  leaves  us  every  reason  to  believe  that 
the  best  ideals  concerning  the  American  merchant  marine  can, 


Jul\    IB,  1921 


'I  I II-:    TRAFFIC    WORLD 


121 


with  patience  on  the  part  of  the  public  and  Congress,  come  to 

permanent  reality. 

"As  to  salaries,  the  three  operating  vice-presidents  will  get 
..TII  them  a  total  of  $9.r>,000,  which  will  be  divided  approxi- 
mately .(|n,iiiy.  The  operating  headquarters  will  be  In  Wash- 
ton.  That  leads  to  something  that  might  follow  In  sequence. 
whore  we  have  branch  offices,  who  will  they  be  under?  A  gen- 
•  ral  manager  will  be  selected  at  each  branch  office,  like  New 
York.  Kadi  vice-president  will  select  his  own  district  manager, 
who  will  bo  attached  to  the  branch  office,  but  the  general  manager 
for  each  branch  office  will  be  selected  by  all  the  vice-presidents. 
Kach  vice-president  will  have  sole  control  of  the  selection  of  all 
the  men  under  him.  It  has  not  been  determined  how  operators 
will  be  divided — but  Mr.  Smull  may  have  allocation  and  charter- 
ing of  ships;  MT.  Love,  traffic;  and  Mr.  Frey  have  physical  opera- 
tions. Each  will  select  his  own  men. 

"The   Shipping   Board   loses   no   control   whatsoever  as   con- 
plated  by  the  law.    All  the  policies  must  be  initiated  by  those 
men    and    submitted    to    the    Shipping    Board    for   the    Shipping 
Board  to  adopt.    But,  once  adopted,  these  men  will  have  a  free 
hand  in  their  execution. 

"Kach  operative  head  will  be  in  charge  of  a  certain  character 
of  work,  but  they  may  change  it  into  territories.  When  it  comes, 
however,  to  making  recommendations  for  policies,  the  three  will 
nave  to  be  in  agreement.  We  are  undertaking  to  make  them 
as  free  in  the  management  as  if  they  held  similar  capacities 
with  any  big  corporation. 

"The  President,  the  Jones  act,  and  the  Shipping  Board  are 
all  in  accord  that  the  Shipping  Board  must  function  so  as  to 
turn  these  boats  over,  as  soon  as  good  business  judgment  dic- 
tates, to  private  owners.  Unless  Shipping  Board  boats  are  very 
soon  operated  along  the  most  correct  business  lines,  we  will  not 
have  any  operators  or  owners  left  in  America  who  can  buy  these 
boats.  The  operators  and  owners  unanimously  feel  that  way; 
and  to  get  Shipping  Board  operations  on  an  efficient  basis  is  the 
quickest  and  shortest  step  to  creating  a  situation  whereby 
private  people  can  buy  these  boats  and  get  the  government 
out  of  government  ownership.  It  is  for  that  reason  that  the 
ship  owners  and  operators  have  unanimously  agreed  to  some- 
thing which  I  think  is  unique  in  government  relations  with 
private  industry — that  if  they  have  any  key  men  whom  we  want 
and  who  are  vital  to  them,  but  who  are  vital  to  us,  we  are  to 
get  these  key  men  on  request,  and  they  are  not  to  let  us  know 
that  it  is  a  calamity  to  them. 

"New  routes  will  be  one  of  the  assets  we  will  try  to  sell. 
Another  phase  is  this:  Supposing  there  is  a  route  and  two  ships 
are  on  it,  one  privately  owned  and  one  government  owned,  and 
it  will  only  stand  for  one  ship.  It  is  our  idea  that  we  will  take 
out  of  service  the  government-owned  boat  and  leave  in  the 
privately-owned  boat,  because  if  we  'bust'  the  private  company, 
whom  will  we  have  left  to  buy  the  boats  when  business  gets 
good  enough  to  have  two  lines?" 

"Your  idea  is  to  build  up  something  that  you  can  sell  to 
private  owners?"  Chairman  Lasker  was  asked. 

"To  build  something  that  we  can  sell  to  private  owners  be- 
sides ships,  and  to  build  up  the  private  owners  so  that  they 
can  buy  ships,"  replied  the  chairman. 

Chairman  Lasker  said  two  members  of  the  board  of  claims, 
which  will  pass  on  approximately  $300,000,000  of  claims  against 
the  board,  had  been  selected  and  that  they  had  accepted  the  ap- 
pointments. The  names  will  not  be  made  public,  however,  until 
the  third  member  has  been  selected.  One  of  the  two  members 
already  selected,  he  said,  will  be  the  chairman. 


EGYPTIAN  COTTON   TRADE 

The  Traffic  World  Washington  Bureau 

Efforts  are  being  made  by  the  Shipping  Board  in  negotia- 
tions with  British  conference  lines  for  a  fair  division  of  the 
Egyptian  cotton  trade.  In  May  the  Shipping  Board  submitted 
bids  for  the  traffic  considerably  lower  than  the  offers  of  the 
British  companies,  the  board  bid  being  25  shillings  a  ton  against 
40  shillings  asked  by  the  British  lines,  which  have  had  a  mon- 
opoly of  the  transportation  of  Egyptian  cotton  to  the  United 
States  for  many  years.  Contracts  for  the  movement  of  the  fall 
crop  have  not  been  signed  with  the  Alexandria  Produce  Ex- 
change. 

It  has  been  reported  that  the  Shipping  Board  contemplated 
reprisal  measures  against  the  British  lines  unless  it  got  a  part 
of  the  cotton  traffic  but  officials  of  the  board  in  Washington 
denied  that  the  board  planned  to  bar  members  of  the  British 
conference  from  bringing  their  vessels  into  American  ports. 
Officials  indicated,  however,  that  they  intended  to  make  every 
effort  possible  to  get  part  of  the  traffic. 


MILLERS  SUPPORT  MERCHANT  MARINE 
A.  L.  Goetzmann,  president  of  the  Millers  National  Federa- 
tion, has  reaffirmed  its  support  of  the  American  merchant 
marine  in  a  letter  to  Chairman  Lasker  of  the  Shipping  Board. 
The  federation  has  pledged  itself  to  secure  cargoes  for  vessels 
flying  the  American  flag. 


FREIGHTS  AND  CHARTERS 

(Inxu.-.l  liv  Hi"   r    s.  Shipping  Board) 
July  7 

The  general  cargo  movement  has  not  Improved,  export* 
moving  overseas  In  the  same  perfunctory  manner  that  has 
characterized  the  market  for  several  months.  Where  it  was 
customary  to  maintain  weekly  sailings,  operators  have  reduced 
the  service  to  semi-monthly,  and  where  fortnightly  sailings  were 
maintained,  only  monthly  departures  are  attempted. 

By  reducing  the  number  of  sailings  the  vessels  manage  to 
get  fairly  good  cargoes.  In  scarcely  any  instance  do  these  ves- 
sels return  with  full  cargoes. 

Decline  in  the  rate  on  grain  from  the  Pacific  Northwest  to 
the  United  Kingdom  and  Continent  practically  to  the  point 
where  It  was  a  few  months  ago,  Is  manifest  In  the  charter  of 
several  more  Japanese  steamers.  It  would  seem  that  the  Jap- 
anese are  following  up  their  recent  entry  into  the  trade  with  a 
determination  to  participate  in  the  transportation  of  American 
cereals,  even  if  they  have  to  shave  the  rates. 

Correspondence  received  from  the  Far  Eastern  exporters 
indicate  that  during  the  current  month  cargoes  from  the  Orient 
will  be  heavier  than  usual.  Whether  this  is  the  result  of  re- 
ducing the  number  of  vessels  employed  in  the  trade,  or  whether 
it  presages  an  improvement  in  Oriental  offerings  is  a  question 
which  even  shippers  are  unable  to  answer,  but  It  is  sufficiently 
encouraging  to  create  a  good  degree  of  optimism. 

It  is  reported  from  Sydney  that  shipping  is  depressed  be- 
cause of  the  difficulty  of  obtaining  cargoes.  While  shipments 
of  wheat  at  50s.  per  ton  employ  outward  vessels,  inward  vessels 
carry  either  ballast  or  small  cargoes,  and  one  result  Is  that 
vessels  regularly  trading  to  Australia  are  being  diverted  to 
New  Zealand,  especially  as  regards  refrigerated  tonnage. 

A  few  vessels  continue  to  be  fixed  on  time  charter  for  trans- 
atlantic trade.  Prevailing  rates  have  been  about  6s.  and  large 
steamers  have  been  most  favored. 

Charters 

Sir.  Tokufuko  Maru  (Jap.),  San  Francisco  to  U.  K.,  barley  57s  6d- 
July. 

Str.  William  H.  Webb,  Honolulu  to  Philadelphia,  canned  pine- 
apples; July. 

Str.  Silene.  Philadelphia  to  Marseilles,  Barcelona  and  Genoa,  gen- 
eral cargo;  July. 

Str.  Denmark  Maru  (Jap.),  Pacific  coast  ports  to  Japan,  5,800,000 
feet  of  lumber,  private  terms;  July. 

Aux.  Schr.  General  Pershing,  Hampton  Roads  to  Bremerton,  coal, 
private  terms. 

Strs.  Duffleld  (Br.),  23,000  qrs.  grain,  and  Llndenhall  (Br.),  24,000 
qrs.  grain,  a  Gulf  port  to  Continent,  27V4c  per  100  Ibs.;  August. 

Strs.  Borghield  (Nor.),  2,158  t.,  and  Efdichi  Vergottl  (Gr.),  Atl. 
range  to  Copenhagen,  coal,  $6.25;  July. 

Strs.  Clan  Maclnnes  (Br.),  2.826  t..  and  Clan  Macintosh  (Br.), 
3,403  t.,  Atl.  range  to  Piraeus,  coast,  $6.25;  July. 

Str.  Consuelo  (Span.),  2,420  t.,  Atl.  range  to  Perograd,  $7,  with 
options;  July. 

Str.  Atlantic  City  (Br.),  3,902  t.,  Atl.  range  to  Rotterdam,  coal, 
$5;  July. 

Schr.  Vivian  Pierce,  Philadelphia  to  Houston,  Tex.,  2,300  t.,  coal, 
private  terms. 

July  8 

It  is  reported  that  >the  transcontinental  railroads  which 
have  been  in  session  at  Chicago  for  some  time,  failed  to  make 
any  changes  in  the  rail  rates  for  steel  between  Pittsburgh  and 
the  Pacific  Coast,  the  rate  of  80c.  a  100  Ibs.  being  allowed  to 
stand. 

The  proposed  slash  in  rates  on  steel  from  $16  to  $13  from 
New  York  to  the  Far  East  will  not  go  into  effect  it  was  learned 
after  the  conference  of  lines  operating  from  the  Atlantic  Coast 
to  Japan  and  China  had  been  concluded. 

A  moderate  volume  of  business  is  passing,  but  the  market 
is  such  that  rates  have  hardly  maintained  their  firmness  in 
some  trades.  There  is  a  growing  optimism  among  forwarding 
houses,  however,  largely  based  on  the  many  inquiries  received 
from  manufacturers  for  rates  to  certain  foreign  ports.  The  un- 
steadiness of  the  market  of  late  and  the  anticipated  reduction 
of  rates  has  had  a  tendency  to  hold  up  some  of  these  exports 
until  shippers  are  satisfied  that  the  bottom  price  has  been 
reached. 

Coal  exports  are  no  longer  looked  to  for  tonnage  employ- 
ment, and  while  grain  is  moving  steadily  out  of  the  Gulf  and 
Northwest  Pacific,  this  business  is  shared  in  by  foreign  tonnage 
so  largely  that  American  operators  are  not  depending  upon 
cereal  exports  to  furnish  business. 

Southern  ports  report  only  a  moderate  business  passing 
in  any  line  of  exports.  Phosphate  from  Tampa  is  paying  $7.50 
to  Trieste,  while  pitch  pine  from  the  Gulf  to  South  Africa  offers 
235s.  per  standard,  July  loading,  and  tonnage  can  be  placed  for 
ties  from  Pensacola  to  Dublin  at  165s.  Case  oil  from  New  York 
to  River  Plate  Is  quoted  at  25c.  a  case,  July  loading;  sugar 
from  New  York  to  Helslngfors  Is  workable  at  $8,  and  $7.50  to 
Hamburg  or  Bremen.  Sugar  from  Cuba  to  Montreal  is  paying 
25c.  and  tonnage  is  in  demand  to  the  United  Kingdom  at  $7.50, 
prompt. 

The  laying  up  of  Danish  tonnage  which  was  first  remarked 
at  the  beginning  of  the  year,  when  thirty-three  ships,  represent- 
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Ing  about  54,000  tons  dwt.  lay  Idle,  has  since  steadily  increased 
in  a  most  alarming  manner.  In  the  month  of  May  a  total  of 
133  ships  had  been  reached,  equivalent  to  330,000  tons  dwt. 

Charters 

Strs.  Ovid  (Br.),  2,463  t.,  and  Newton  Hall  (Br.),  2,476  t.,  Sydney, 
Cape  Breton  to  U.  K.,  coal,  25s.  6d,  free  discharge;  prompt. 

Strs.  Rubens  (Br.),  2,605  t.,  and  Shelley  (Br.),  Sydney,  C.  B.,  to 
U.  K.,  coal,  29s.  6d.,  less  three  shillings;  prompt. 

Str.  Ohio  Maru  (Jap.),  4,254  t.,  Atl.  raneg  to  French  Atl.  port, 
coal,  $5.75. 

Str.  Jesserlc  (Br.),  3,144  t.,  Atl.  range  to  Port  Said,  coal,  35 
shillings. 

Str.  Spain  Maru  (Jap.),  4,263  t.,  Atl.  range  to  Port  Said,  coal, 
36s.  3d.;  prompt. 

Str.  Beursplein  (Du.),  New  Orleans  to  London,  general  cargo;  $7. 

Str.  Eastern  Soldier,  4,211  t.,  Charleston,  S.  C.,  to  French  Atl. 
port,  coal,  $5.65;  prompt. 

Str.  Triumph,  4,864  t.,  Ferdandina  to  W.  Italy,  coal,  private 
terms;  prompt. 

Str.  Bra  Kar  (Nor.),  2,664  t.,  Sydney,  C.  B.,  to  U.  K.,  coal,  25s., 
free  discharge;  prompt. 

July  9 

A  good  percentage  of  the  imports  from  France  consists  of 
A.  E.  F  equipment  sent  to  Brest  during  the  war.  American  spec- 
ulators who  have  bought  this  material  with  the  hope  of  selling 
it  here  at  a  profit  are  scouring  the  market  for  the  lowest  rate  of 
freight  The  westbound  rate  is  $6  per  ton. 

A  limited  business  in  coal  is  doing  with  the  River  Plate  on 
the  basis  of  $4  a  ton,  although  most  fixtures  have  been  made 
on  a  basis  50  cents  a  ton  higher.  A  little  business  continues  to 
be  done  with  west  Italy  at  $5.75.  Many  exporters  are  looking 
for  a  revival  of  business  to  the  Continent  and  South  America. 

Federal  figures  show  that  foreign  vessels  carried  more  cargo 
in  and  out  of  the  port  of  New  York  during  the  calendar  year 
1920  than  American  vessels;  2,211  American  vessels  entering  the 
port  totaled  6,675,450  tons;  2,080  foreign,  7,679,627  tons. 

Canada's  exports  to  the  United  Kingdom  for  the  month  of 
May  last  exceeded  those  of  May,  1920,  by  $3,000,000.  While  ex- 
periencing with  other  countries  the  excessive  reaction  in  busi- 
ness, her  export  trade  has  not  diminished  in  nearly  the  same 
proportion  as  her  imports.  The  returns  for  the  United  Kingdom 
and  the  United  States  tell  the  same  story — a  period  of  reaction 
after  the  extravagant  buying  the  months  succeeding  the  war. 

Portland  and  Chicago  show  an  increase  in  foreign  trade. 

Two  new  services  which  will  facilitate  communication  be- 
tween Japan  and  Siberia  are  to  be  inaugurated  with  a  regular 
service  to  Nikolaievsk,  and  a  new  line  between  Alexandrovak 
and  Yokohama,  both  with  the  support  of  the  government. 

Charters 

Str.  Marie  Muersk  (Dan.),  2,850  t.,  Atl.  range  to  W.  Italy,  coal, 
$5.75. 

St.  Trecarne  (Br.),  2,679  t.,  Atl.  range  to  River  Plate,  coal,  $4.50, 
Welsh  form;  July. 

Strs.  Lingfleld  (Br.),  2,614  t.;  Pikespool  (Br.),  2,271  t.;  Winterton 
(Br.),  2,445  t.,  and  Bradford  City,  3,178  t.,  Sydney,  C.  B.  to  U.  K., 
coal,  29s  6d  less  three;  prompt. 

Strs.  Swedawsonco,  2,174  t.,  and  Swedca,  2,174  t.,  or  substitute, 
Atl.  range  to  U  K.,  coal,  $6.25.  free  discharge. 

Str.  Dover  Maru  (Jap.),  Atl.  range  to  U.  K.,  coal,  36s  3d  less  3s. 

Str.  Coatsworth  (Br.),  1,410  t.,  Va.  to  Riga  er  Petrograd,  coal, 
$7.25;  prompt. 

Str.  Delavan,  Phila.  to  Cork,  Dublin,  Belfast  or  Londonderry,  gen- 
eral cargo;  July. 

Strs.  Parksville  and  Nedmiac,  Phila.  to  French  Atl.  ports,  general 
cargoes;  July. 

Str.  Corson,  Phila.  to  Bremen  and  Hamburg,  general  cargo;  Kerr 
Lines,  July. 

July   11 

There  is  no  improvement  in  the  tonnage  market,  and  with 
commerce  practically  restricted  to  less  than  a  half  dozen  com- 
modities, operators  are  less  inclined  to  look  for  immediate  bet- 
terment, and  are  gradually  clipping  expenses  in  hopes  of  keeping 
afloat  until  the  storm  of  depression  is  a  thing  of  the  past. 

The  continued  downward  trend  of  shipping  value  finds  strik- 
ing illustration  in  the  fact  that  an  oil  tanker  in  the  course  of 
construction  in  England  has  just  been  sold  at  the  remarkably 
low  price  of  24  pounds  a  ton,  whereas  a  few  months  ago  vessels 
of  this  type  could  not  be  bought  for  less  than  about  40  pounds 
a  ton. 

In  the  case  of  ordinary  cargo  vessels,  which  are  less  costly 
than  oil  tankers,  it  is  reported  that  a  steamer  of  5,500  dwt., 
now  building  on  the  Clyde,  has  been  sold  for  11  pounds  a  ton, 
excluding  extras.  This  is  typical  of  the  current  value  of  new 
cargo-carrying  tonnage,  which  a  year  ago  could  command  from 
25  to  30  pounds  a  ton.  These  facts  are  said  to  constitute  the 
best  barometer  of  the  shipping  conditions  of  the  world. 

Grain,  c6al,  lumber  and  perhaps  one  or  two  other  commodi- 
ties are  furnishing  the  bulk  of  American  tonnage  today.  Some 
steamship  companies  are  meeting  their  sailing  dates  whether 
their  ships  contain  a  cargo  or  not,  most  of  them  managing  to 
pick  up  a  couple  thousand  tons  of  coal  for  a  port  along  their 
trade  route,  and  thus  realize  a  small  revenue  to  offset  operating 
costs. 

All  efforts  to  revive  trade  in  South  American  countries 
seems  futile,  and,  outside  of  coal,  the  River  Plate  is  giving  little 
attention  to  American  merchandise. 

From  the  Atlantic  coast  there  is  very  little  doing  with  the 


Far  Eastern  markets,  but  from  the  Pacific  coast  the  offering 
for  the  Orient  of  more  lumber  than  could  be  handled  by  the 
regular  lines  has  resulted  recently  in  the  decision  of  the  Javo- 
Pacific  line  to  extend  its  activities  to  Portland,  and  three  of 
the  big  Dutch  steamers  have  beei  routed  on  their  way  from 
San  Francisco  to  the  Far  East  to  pick  up  large  part  cargoes 
of  lumber  and  timber. 

Charters 

Strs.  Celaeno  (Du.),  2,108  t.,  Ramon  de  Larrinaga  (Br.)  and  Ad- 
miral Cochrane  (Br.),  4,199  t.,  Atlantic  range  to  Rotterdam,  coal, 
$4.75;  July. 

Str.  Nevada  (Du.),  Atl.  range  to  Plate,  coal,  $4.50,  Welsh  form; 
July. 

Str.  Manchurian  Prince   (Br.).   3.282  t.,   Rotterdam,   S5;   July. 

Str.  Celaeno  (Du.),  2,153  t.,  Rotterdam,  $4.75;  July. 

Str.  Jersey  City  (Br.),  3,937  t.,  Bordeaux  or  Hamburg  at  or  about 
$5.25;  prompt. 

Str.  Lord  Harrington   (Br.),   1,736  t.,  Algiers,   $5.75;   July  15. 

Str.  Manuchu   (Span.),  1,921  t.,  West  Italy,  $6;  July. 

Str.  Trafalgar  (Nor.),  1,384  t.,  $6.75;  prompt. 

Str.  Karen  Rogenaes  (Nor.),  1,359  t.,  French  Atl.,  $5.50;  option 
Copenhagen,  $6;  July. 

Str.  Northern  Star  (Am.),  3,283  t.,  Venice,  $6.50;  prompt. 

Str.  Zaandijk  (Du.),  2,150  t.,  Plate  at  or  about  $4,50;  July. 

Str.    Trecarne    (Br.),    2,679    t.,    Plate,    $4.50;    Welsh    form;    July. 

Bulletin    Discontinued 

The  Shipping  Board  has  discontinued  its  daily  bulletin  on 
freights  and  charters.  The  issuance  thereof  may  be  revived 
later  after  the  reorganization  of  the  board  has  been  effected. 


OCEAN  FREIGHT  RATE  CONFERENCE 

The  conference  of  representatives  of  American  and  foreign 
shipping  companies  and  of  the  United  States  Shipping  Board 
at  Atlantic  City,  July  11  and  12,  at  which  the  relationship  be- 
tween ocean  freight  rates  applying  to  European  and  United 
Kingdom  ports  from  North  Atlantic,  South  Atlantic,  and  Gulf 
ports  was  one  of  the  principal  matters  under  consideration,  ad- 
journed July  12  without  taking  definite  action  with  the  under- 
standing that  another  conference  would  be  called  within  the  next 
thirty  days.  Reorganization  of  the  Shipping  Board  and  the  ap- 
pointment of  Vice-Presidents  Smull,  Love  and  Frey  to  take 
charge  of  the  divisions  of  operations  of  the  board  resulted  in 
the  decision  to  postpone  definite  agreements  until  a  later  date. 

"The  conference  concluded  this  deference  was  advisable 
under  existing  conditions  in  shipping  circles,"  it  was  announced. 

W.  B.  Keene,  who  has  been  acting  director  of  operations  of 
the  Shipping  Board,  presided  as  chairman  of  the  conference. 


ILLINOIS  COAL  RATE 

In  docket  No.  12668,  Poehlman  Brothers  Co.  et  al.  vs.  Director- 
General,  et  al.,  hearing  on  which  was  held  before  Examiner 
Howard  Hosmer  in  Chicago,  July  12,  the  complainants  seek 
reparation  on  approximately  2,500  carloads  of  coal  which  moved 
during  and  since  federal  control  between  mines  in  central  and 
southern  Illinois  and  Edgebrook  and  Morton  Grove,  111.,  where 
the  complaining  companies  have  greenhouses.  J.  E.  Hart,  traf- 
fic director  for  Poehlman  Brothers  as  well  as  the  George  Witt- 
bold  Company,  also  complainant,  said  that  the  rate  assessed 
these  companies  on  coal  from  the  Illinois  field  was  the  Chicago 
rate  plus  a  local  beyond  amounting  to  75  cents  a  ton.  It  was  this  fac- 
tor of  the  rate  which  he  attacked,  asserting  that  Desplaines, 
a  point  2  miles  more  distant  from  Chicago,  at  which  numerous 
competing  floral  companies  had  greenhouses,  had  a  rate  of  10 
cents  over  the  Chicago  rate  on  coal  from  the  Illinois  fields. 
The  same,  he  said,  was  true  as  to  a  number  of  other  competing 
points  in  the  same  general  location. 

August  Poehlman,  president  of  the  Poehlman  Company,  said 
•  that  the  cost  of  fuel  represented  more  than  50  per  cent  of  the 
operating  cost  of  his  business.  He  said  that  the  65  cents  per 
ton  difference  in  the  rate  between  Morton  Grove  and  competing 
points  made  it  very  difficult  to  do  business  profitably.  The  Witt- 
bold  Company,  moreover,  according  to  the  witness,  was  located 
within  the  outer  zone  of  the  Chicago  switching  district  and  was 
assessed  the  75  cent  rate  from  Chicago  because  of  the  fact  that 
It  received  its  coal  shipments  on  team  tracks  located  at  Edge- 
brook. 

E.  W.  Soergel,  assistant  freight  agent  for  the  C.  M.  &  St.  P., 
defended  the  practice  of  his  line  in  assessing  a  higher  charge 
for  shipment  delivered  on  team  tracks  than  on  those  delivered 
on  private  sidings.  He  said  that  if  the  carriers  generally  agreed 
to  make  reciprocal  arrangements  regarding  team  tracks  it  would 
result  in  a  congestion  detrimental  to  service.  He  admitted  that 
the  C.  &  N.  W.  did  permit  the  use  of  some  of  its  sidetracks  with- 
out extra  charge  but  that  this  did  not  justify  the  complainants' 
demand  for  the  same  service  on  the  St.  Paul  road.  B.  J.  Rowe, 
coal  traffic  manager  for  the  Illinois  Central,  said  that  the  coal 
rates  in  this  territory  generally  were  the  lowest  in  the  United 
States.  He  pointed  out  that  coal  moving  from  Scranton  to  sea- 
board was  assessed  between  70  cents  and  $1  higher  when  des- 
tined to  Manhattan  or  Brooklyn  than  that  moving  to  Jersey  City 
or  Hoboken. 


July  16.  1921 


THE    TRAFFIC     WORLD 


123 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest!  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Ship   Liable  for   Damages  to  Cargo,  Without   Bill  of   Lading: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  ship  may  be 
held  liable  in  rem  for  damages  to  the  cargo,  even  though  no 
bill  of  lading  or  contract  of  affreightment  was  signed  by  the 
master;  and  hence,  if  negligence  or  fault  was  proved,  the  ship 
would  be  responsible,  independent  of  the  form  of  the  contract 
of  affreightment,  or  though  the  bill  of  lading  was  signed  by 
the  charterer,  and  not  by  the  master. — J.  K.  Armsby  Co.  vs. 
Actieselskabet  Dampskibet  Island,  272  Fed.  Kept.  266. 
Reciprocal  Liens  Arise  When  Cargo  Received  on  Board,  But  Not 

Before: 

Reciprocal  Hens  between  the  ship  and  cargo  arise  at  the 
time  that  the  cargo  is  received  on  board,  but  the  obligation  be- 
twren  the  ship  and  the  cargo  is  mutual,  and  does  not  attach 
until  the  cargo  is  on  board  or  in  the  master's  custody. — Ibid. 
Ship  Liable  in  Rem  for  Improper  Stowage  or  Rough  Handling 

Before   Voyage    Begun: 

The  obligation  of  the  ship  to  the  cargo,  created  when  the 
cargo  is  received  on  board,  is  an  obligation  not  to  injure  the 
merchandise  by  improper  stowage  or  rough  handling,  and  if 
she  does  there  is  a  liability  in  rem,  even  before  the  voyage  is 
begun. — Ibid. 
Ship  Bound  by  Charterer's  Bill  of  Lading  After  Voyage  Is  Begun: 

When  the  vessel  starts  on  the  voyage,  there  is  by  implica- 
tion a  ratification  and  adoption  by  the  ship  of  the  charterer's 
contract  with  the  shipper,  and  it  is  then  bound  by  the  charter's 
bill  of  lading.— Ibid. 
Shipper  Dealing  with  Charterer  Cannot  Recover  for  Damage  Due 

to  delay  in  Sailing   Under  Terms  of  the  Charter: 

Where  a  shipper  contracted  with  a  charterer,  and  not  with 
the  ship,  with  knowledge  that  the  charterer  was  not  the  owner 
of  the  ship,  and  the  charter  bound  the  ship  not  to  sail  until 
she  had  a  full  cargo,  the  ship  was  not  liable  to  the  shipper  for 
damage  to  the  shipment,  due  to  delay  in  sailing  while  waiting 
for  a  full  cargo. — Ibid. 
Delay  in  Sailing  Does  Not  Establish  Liability,  Unless  Vessel  Has 

Reasonable  Ground  to  Anticipate   Damage: 

Delay  in  sailing  alone  does  not  necessarily  establish  a  ship's 
liability  for  damage  due  to  the  delay,  and  there  is  no  liability 
unless   the  vessel   had   reasonable   ground   to  believe   that  the 
delay  would  damage  the  cargo. — Ibid. 
Shipper  of  Perishable   Freight  Takes   Risk  of  Reasonable  Delay 

in    Sailing: 

A  ship  is   not  bound   to   sail  any   more   quickly   because   a 
single  item  of  the  cargo  is  perishable,  and  the  shipper  takes  the 
risk  of  the  reasonable  time  for  sailing,  whatever  it  may  be. — 
Ibid. 
Shipper's  Lack  of  Knowledge  of  Terms  of  Charter  of  Which  He 

Knew   Immaterial: 

Where  a  shipper  knew  he  was  dealing  with  a  charterer  and 
putting  his  goods  on  a  hired  vessel,  it  was  immaterial  that  he 
neither  knew  nor  inquired  concerning  the  exact  terms  and  con- 
ditions of  the  charaer  party. — Ibid. 
Master,  Signing   Bill  of  Lading,  Contracts  for  His  Principals: 

A  bill  of  lading  is  both  a  receipt  and  a  contract,  and  if  a 
shipowner's  master  signs  the  bill,  he  receipts  and  contracts  for 
his  own  principals. — Ibid. 
Charter's    Bill    of    Lading    Not    Equivalent   to    Master's,    Though 

Charter   Required   Master  to  Sign   Bills: 

A  bill  of  lading  signed  by  a  charterer  was  not  equivalent 
to  one  signed  by  the  master,  as  respected  the  liability  of  the 
ship,  though  the  charter  party  required  the  master  to  sign  bills 
of  lading,  and,  under  the  owner's  instructions,  he  refused  to 
do  so. — Ibid. 
Union  of  Ship  and  Cargo  Gives  No  Privilege  or  Lien  for  Delay 

in    Sailing: 

The  mere  union  of  ship  and  cargo  arising  from  the  loading 
of  the  cargo  on  the  ship  gives  no  privilege  under  continental 
marine  law  for  damages  from  delay  in  sailing,  and  no  Hen  under 
American  Maritime  jurisprudence  for  such  delay,  where  the 
shipper  knew  he  was  dealing  with  the  charterer  and  took  the 
charterer's  bill  of  lading. — Ibid. 
Shipper,  Knowing  of  Charter,  Could  Look  Only  to  Charterer  for 

Delay  in   Sailing: 

A   shipper   who   knew  that  the   ship   was  under  charter  is 
presumed  to  know  that  charterers  direct  the  movements  of  the 
ships  they  hire,  and  can  look  only  to  the  charterers  for  delay 
in  sailing. — Ibid. 
Ship  Not  Liable  for  Freight  Prepaid  Charterers  on  Goods  Taken 

Off  by  Direction  of  Captain: 

(District  Court,  E.  D.,  New  York.)  Prepaid  freight  on  goods, 
put  on  board  a  chartered  steamship  and  taken  off  before  the 


boat  Balled  by  direction  of  the  captain,  la  not  recoverable  by 
action  in  rem  against  the  ship,  where  It  was  paid  to  the  char- 
terer's agent  and  never  received  by  the  shipowner,  and  the  ship- 
owner never  authorized  the  charterer's  agent  to  receive  moneys 
in  his  behalf. — The  Devona.  Distilleries  Chemical  Supply  Co., 
Inc.,  vs.  Williams  S.  S.  Co.  et  al.,  272  Fed.  Kept.  275. 
Master  Operating  on  Shares  Not  Necessarily  Owner  Pro  Hac 

Vice: 

(District  Court,  D.,  *New  Jersey.)  A  master  operating  a 
vessel  on  shares  is  not  ipso  facto  an  owner  pro  hac  vice  and 
an  express  agreement  by  which  possession  and  control  of  the 
vessel  is  surrendered  to  him,  or  circumstances  from  which  such 
agreement  can  be  inferred,  must  be  shown. — Peters  vs.  Rohrmai* 
et  al.,  272  Fed.  Kept.  338. 
Master  Held  "Owner  Pro  Hac  Vice,"  and  Owners  Not  Liable 

for  His   Breaches  of  Contract: 

Where  the  master  of  a  vessel  had  sole  control  of  the  man- 
agement and  navigation,  employed  the  officers  and  crew,  made 
all  charters,  determined  the  voyages  to  be  made,  collected  th» 
earnings,  and,  after  taking  out  charges,  etc.,  divided  the  re- 
mainder into  two  parts,  paying  the  wages,  provisions,  and  ex- 
penses of  the  crew  from  his  part,  and  dividing  the  other  part 
among  the  owners,  after  deducting  cost  of  repairs  and  renewals, 
he  was  the  owner  pro  hac  vice,  and  part  owners  were  not  liable 
for  breach  of  a  charter  made  by  him. — Ibid. 
Minority  Owners  Not  Liable  for  Breach  of  Charter,  Where  They 

Protested,  and    Master  Bought  Their  Interests: 

Where  owners  of  minority  interests  in  a  vessel,  on  learning 
of  the  making  of  a  charter  party  at  a  time  when  there  was 
submarine  peril,  protested,  and  the  master  thereupon  purchased 
their  interests  in  the  vessel,  they  were  not  liable  for  the  breach 
of  the  charter,  even  though  the  master  was  a  managing  owner, 
and  not  an  owner  pro  hac  vice,  this  amounting  to  a  sufficient 
dissent,  accompanied  by  a  surrender  of  their  right  to  share 
in  the  profits. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO    GOODS 

Injury  by  Failure  to  Furnish  Telephone  Service  Actionable: 

(Supreme  Court  of  Nebraska.)  Telephone  companies  are 
under  the  duty  of  furnishing  to  their  subscribers  reasonably 
prompt  and  efficient  service  in  giving  them  connections  with 
other  subscribers,  and  they  are  liable  for  any  pecuniary  loss 
directly  traceable  to  a  breach  of  such  duty  as  the  proximate 
cause. — Peterson  vs.  Monroe  Independent  Telephone  Co.,  182 
N.  W.  Rept.  1017. 

In  an  action  to  recover  for  the  loss  of  horses  alleged  to 
have  died  for  want  of  medical  treatment  prevented  by  the  neg- 
ligent failure  of  a  telephone  company  to  connect  the  plaintiff 
with  a  veterinary  surgeon,  the  averment  in  the  petition  that  the 
horses,  if  afforded  such  treatment,  could  with  reasonable  prob- 
ability have  been  saved,  is  not  so  uncertain  and  conjectural  as 
to  make  the  petition  demurrable,  but  the  question  is  one  of  fact. 
—Ibid. 

Burden  on   Plaintiffs  to  Show  Non-delivery: 

(Supreme  Judicial  Court  of  Massachusetts,  Suffolk.)  In  an 
action  against  a  carrier  for  non-delivery  of  freight,  the  burden 
of  proving  non-delivery  was  on  plaintiffs,  and  where  defendant 
did  not  set  up  an  affirmative  defense,  but  offered  evidence 
merely  tending  to  show  delivery  to  plaintiffs'  authorized  agent, 
the  introduction  of  some  evidence  for  plaintiffs  tending  to  show 
non-delivery  to  them  or  their  agent  did  not  place  the  burden 
on  defendant,  and  it  remained  on  plaintiffs  throughout  the  case. 
— Nollman  et  al.  vs.  New  York,  N.  H.  &  H.  R.  Co.,  131  N.  E. 
Rept.  195. 

Carrier  Liable  for  Damages  Proximately  Caused  by  Act  of  God 
if  Failure  to  Prevent  or  Mitigate  Contributed  to  Loss: 
(Supreme   Court  of   Idaho.)     The   distinguishing  character- 
istic of  an  "act  of  God"  is  that  it  proceeds  from  the  forces  of 
nature  alone,   to   the   entire   exclusion   of  human   agency. — Rice 
vs.  Oregon  Short  Line  R.  Co.,  198  Pac.  Rept.  161. 

When  an  act  of  God  is  relied  upon  as  a  defense  in  an  action 
for  damages,  it  is  not  sufficiently  accurate  to  instruct  the  jury 
that  a  natural  event  is  an  act  of  God  if  it  be  not  reasonably 
anticipated,  since  the  reasonableness  of  the  anticipation  in  such 
cases  is  not  to  be  tested  by  ordinary  standards. — Ibid. 

A  carrier  is  liable  for  damages  proximately  caused  by  an 
act  of  God,  in  case  its  failure  to  use  reasonable  diligence  to 
prevent  or  mitigate  the  damage  contributes  to  the  loss. — Ibid. 
Who    Is   "Initial    Carrier"    Under   Subsequent   Contract   of   Ship- 
ment Stated: 
Under  the  Carmack  amendment  (U.  S.  Comp.  St.,  pp.  8604a, 
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8604aa),  liability  of  a  carrier  for  damages  as  initial  carrier  de- 
pends upon  the  reception  of  goods  in  one  state  for  transporta- 
tion to  a  point  in  another  state  or  territory,  rather  than  the 
intention  which  the  shipper  may  have  had  at  the  time  of  loac 
ing  the  cars,  but  which  does  not  find  expression  m  some  form 
of  contract,  and,  where  all  the  obligations  of  a  previous  contract 
of  shipment  are  terminated,  and  there  has  been  a  delivery  to  the 
consignee  prior  to  the  making  of  tha  subsequent  contract  for 
shipment  into  another  state,  the  carrier  receiving  the  property 
under  the  subsequent  contract  of  shipment  is  the  initial  carrier. 

Damages  Not  Recoverable  for  Error  in  Transmission  of  Inter- 
state Unrepeated  Message,  in  View  of  Contract  Limiting 
Liability: 

(Court  of  Appeals  of  Kentucky.)  Telegraph  company  was 
not  liable  to  addressee  for  error  in  transmission  of  unrepeated 
interstate  message  where  the  contract  under  which  the  telegram 
was  received  and  transmitted  limited  liability  in  such  case  to 
cost  of  sending  message,  and  where  the  claim  for  damages  was 
not  presented  within  60  days  after  the  telegram  was  filed  with 
the  company  for  transmission,  in  view  of  act  Cong.  June  18, 
1910  (U.  S.  Comp.  St.,  p.  8563),  providing  for  regulation  of  inter- 
state commerce  by  telegraph  by  Congress.— Western  Union  Tele- 
graph Co.  vs.  Chas.  C.  Brent  &  Bro.,  230  S.  W.  Kept.  921. 
Telegram  Between  Two  Points  in  State  Relayed  Through  Other 
State  Held  "Interstate  Message:" 

A  telegram   between  two  points   within  the   state   relayed 
through  other  state  held  an  interstate  message.— Ibid. 
Limitations  of  Liability  Sanctioned  by  Interstate  Commerce  Com- 
mission Are  Binding: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  Under  act  June 
18,  1910,  bringing  the  interstate  business  of  telegraph  companies 
under  federal  control,  where  a  company's  rules  limiting  Its  lia- 
bility for  mistakes  or  delays  in  transmission  or  delivery  are  on 
file  with  the  Interstate  Commerce  Commission,  their  reasonable- 
ness is  primarily  a  question  for  the  Commission  to  determine, 
and,  when  sanctioned  by  the  Commission,  they  are  binding. — 
Czizik  vs.  Western  Union  Telegraph  Co.,  272  Fed.  Kept.  224. 
Limitation  of  Liability  Held  Inapplicable  to  Total  Failure  to 
Transmit: 

Conditions  on  the  back  of  telegraph  blanks,  providing  that 
the  company  should  not  be  liable  for  mistakes  or  delays  in 
transmission  or  delivery,  or  for  non-delivery,  except  for  specified 
amounts  for  unrepeated  and  repeated  messages,  or  for  more 
than  $50  in  any  case  unless  a  greater  value  was  stated  and  an 
additional  sum  paid,  and  that  it  should  not  be  liable  unless  the 
claim  was  presented  in  writing  within  60  days  after  the  tele- 
gram was  filed,  had  no  application  to  the  company's  gross  neg- 
ligence in  totally  failing  to  transmit  a  message  at  all. — Ibid. 
Provision  as  to  Non-liability  for  Obscure  Messages  Held  Inap- 
plicable: 

A  condition  on  the  back  of  a  telegraph  blank,  providing  that 
the  company  should  not  be  liable  for  errors  in  cipher  or  ob- 
scure telegrams,  held  to  have  no  application  to  a  message  trans- 
mitting a  third  party's  offer  to  purchase  stock,  it  being  perfectly 
plain  on  its  face. —  Ibid. 

Difference  Between  Offer  for  Stock  and  Subsequent  Value  Held 
Measure  of  Damages: 

Where  a  telegram  sent  to  plaintiff,  stating  that  a  third  party 
offered  $90  a  share  for  stock  in  a  bank,  was  not  transmitted, 
and  if  plaintiff  had  received  it  he  would  have  sold  at  that  price, 
but  a  few  days  afterward  the  bank  failed,  and  the  stock  became 
practically  worthless,  the  measure  of  damages  was  the  dif- 
ference between  the  offered  price  and  the  value  about  the  time 
plaintiff  learned  of  the  sending  of  the  message  and  called  upon 
the  company's  manager  regarding  it. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 
Hauling  Cement  Material  Held  Switching  Service,  and  Not  Road 

Haul  for  Determination  of  Rate: 

(Supreme  Court  of  Oklahoma.)  When  a  cement  company 
having  its  plant  located  five  or  six  miles  from  its  quarry,  where 
It  obtains  its  rock  and  shale  used  in  the  manufacture  of  cement, 
contracts  with  a  railroad  company  to  transport  its  rock  and 
shale  from  the  quarry  to  the  plant,  the  rock  and  shale  being 
loaded  into  the  cars  by  the  cement  company's  employes,  the 
railroad  company  by  its  employes  attaches  the  engine  to  said 
cars,  connects  them  up,  hauls  the  loaded  cars  to  the  cement 
plant,  and  returns  the  empty  cars  to  the  quarry,  this  constitutes 
a  switching  'service  ,and  not  a  road  haul,  notwithstanding  the 
railroad  company  may  use  approximately  five  miles  of  its  main 


line  of  road  in  transporting  such  cars  from  the  quarry  to  the 
plant  and  returning  the  empties  to  the  quarry.— St.  Louis-San 
Francisco  Ry.  Co.  vs.  State  et  al.,  198  Pac.  Kept.  73. 

Where  a  railroad  company  has  transported  crushed  rock  and 
shale  from  the  quarry  belonging  to  a  cement  company  to  its 
cement  plant  for  a  period  of  approximately  ten  years  and  han- 
dled it  as  a  switching  service,  the  fact  that  the  railroad  com- 
pany attaches  a  caboose  to  the  string  of  cars  or  puts  a  road 
engine  on  to  perform  this  service  or  puts  on  a  full  train  crew 
such  as  would  be  used  in  the  regular  road  service  and  issues 
regular  bills  of  lading  for  each  car  of  rock  or  shale  so  trans- 
ported does  not  change  the  service  from  a  switching  service  to 
a  road  haul. — Ibid. 

A  careful  examination  of  the  evidence  establishes  that  the 
service  rendered  in  this  case  was  a  switching  service;  that  the 
rate  heretofore  charged  by  the  railroad  company  was  exorbitant 
and  excessive. — Ibid. 

Appeals  from   Rulings  of  State  Corporation   Commission  to   Su- 
preme Court: 

The  State  Corporation  Commission  is  established  and  its 
powers  are  denned  by  the  Constitution  of  the  state.  Among  its 
duties,  it  exercises  the  authority  of  the  state  to  supervise,  regu- 
late, and  control  public  service  corporations,  and  to  that  end 
it  has  been  clothed  with  legislative,  judicial  and  executive  powers. 
—Ibid. 

An  appeal  may  be  taken  by  the  corporation  whose  rates 
are  affected  or  by  any  person  or  corporation  deeming  them- 
selves aggrieved  by  such  action,  and  such  appeal  shall  be  of 
right  and  shall  be  taken  to  and  reviewed  by  the  Supreme  Court 
only.  The  jurisdiction  of  the  Supreme  Court  on  such  appeal  is 
to  consider  and  determine  the  reasonableness  and  justice  of 
the  action  of  the  commission  appealed  from  or  any  other  mat- 
ter arising  under  such  appeal.  The  order  of  the  commission 
or  rate  fixed  by  it  shall  be  regarded  as  prima  facie  just,  rea- 
sonable and  correct;  if  in  the  opinion  of  the  court  the  evidence 
taken  before  the  Corporation  Commission  and  certified  to  the 
court  overcomes  this  prima  facie  presumption,  it  is  then  the 
duty  of  the  court  to  make  such  order  or  fix  such  rate  as  it  deems 
just,  reasonable  and  correct. — Ibid. 

When  an  appeal  is  taken  from  an  order  of  the  Corporation 
Commission  fixing  a  rate  to  be  charged  by  a  public  service 
transportation  or  transmission  company  to  this  court,  it  is  tried 
by  this  court  de  novo  upon  the  record  and  evidence  introduced 
before  the  Corporation  Commission  and  certified  to  this  court. 
Upon  a  full  consideration  of  the  record,  the  order  made  by  the 
commission,  and  the  evidence  introduced,  it  is  the  duty  of  this 
court  to  judicially  determine  and  fix  such  rate  as  it  considers 
just,  reasonable  and  correct,  irrespective  of  who  appeals.  In 
such  cases  it  is  not  necessary  to  take  a  cross  appeal. — Ibid. 
Corporation  Commission  May  Fix  Charges  for  Switching  Service: 
On  an  examination  of  the  record,  the  order  of  the  Commis- 
sion, and  the  evidence,  we  think  the  evidence  overcomes  the 
prima  facie  presumption  in  favor  of  the  order  of  the  Commis- 
sion; the  rate  fixed  by  the  Corporation  Commission  is  too  high; 
that  16.875  cents  per  ton,  when  loaded  in  cars  furnished  by  the 
railroad  company,  is  a  fair  and  reasonable  rate  and  charge  for 
the  transportation  of  the  crushed  rock  and  shale  from  the  quar- 
ries of  the  Oklahoma  Portland  Cement  Company  at  Lawrence  to 
its  mill  at  Ada,  minimum  carload  to  be  marked  capacity  of  car. 
—Ibid. 

The 'record  examined,  and  held  that  the  Corporation  Com- 
mission had  jurisdiction  and  authority  to  hear  and  determine 
this  proceeding  and  decide  what  was  a  reasonable  rate  to  be 
charged  for  the  service  rendered. — Ibid. 

Commission's  Order  Permitting  Carriers  Participating  in  Division 
of  Through  Rate  on  Coal  Bought  by  It  Shipped  from  Point 
on  Other  Line  Held  Valid: 

(Supreme  Court  of  Texas.)  Under  Rev.  St.  1911,  art.  6654, 
pp.  5,  6,  an  order  of  the  railroad  commission,  permitting  a  car- 
rier, shipping  coal  purchased  by  it  from  a  point  on  another  line 
to  a  point  on  its  own  line,  to  participate  in  a  division  of  the 
through  rate,  held  valid,  such  order  applying  only  to  shipments 
actually  hauled  to  the  point  of  destination,  and  not  stopped  at 
the  junction  point  of  the  two  lines. — Railroad  Commission  of 
Texas  vs.  Rio  Grande  &  E.  P.  Ry.  Co.,  230  S.  W.  Rept.  974. 
Shipper  Held  to  Have  Acquiesced  in  Notice  Under  Demurrage 
Rule  Given  Before  Actual  Arrival,  So  as  to  Be  Liable: 
(Circuit  Court  of  Appeals,  Eighth  Circuit.)  Where  the 
railroads,  the  state  commission,  and  a  chamber  of  commerce 
representing  the  shippers,  to  avoid  congestion  at  a  terminal, 
agreed  that  cars  of  wheat  should  be  inspected  at  outside  sta- 
tions before  arriving  at  the  terminal,  and  manifests  forwarded 
to  the  shipper,  which  were  to  take  the  place  of  the  written  notice 
of  arrival  required  by  the  demurrage  rule  on  file  by  the  carrier, 
a  shipper,  which  had  acquiesced  in  such  practice  by  receiving 
manifests  so  furnished,  and  had  on  previous  occasions  paid  de- 
murrage, is  liable  for  such  demurrage  on  subsequent  shipments, 
before  he  gave  notice  of  refusal  to  abide  by  the  practice,  though 
he  claimed  that  the  demurrage  previously  paid  was  on  cars  o; 
whose  actual  arrival  he  had  personally  learned. — Minneapolis,  S 
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I'.   .V    S.   S.    M.    Ky.   Co.   v.s.   Van    lMi:,en    I  Ian  -innlnn   Co..   1172  Fed. 
•  Kept.  255. 

I'mler  the  demurrage  rule  established  by  carriers,  which 
r.  e,iL;ni/.es  HIP  validity  of  agreements  in  lieu  of  written  notice 
required  by  the  rule,  a  general  practice  existing  at  a  terminal, 
fur  tin-  niiiiual  heneiii  oi  eonsiv.nees  and  carriers,  and  generally 
acquiesced  in  by  the  former.  is  equivalent  to  an  agreement. — Ibid. 

LIVE  STOCK  LOADINiGTAND  UNLOADING 

An  echo  of  the  live  stock  loading  and  unloading  dispute, 
which  was  set i led  by  the  Commission  In  58  I.  C.  C.,  164-168,  was 
heard  before  Examiner  Hosmer  In  Chicago,  July  14.  The  case, 
No.  12614,  Chicago  Live  Stock  Exchange  vs.  A.  T.  &  8.  P.,  Di- 
rector-General, et  al.,  was  brought  in  an  effort  to  collect  repara- 
tion covering  the  chaiges  assessed  for  loading  and  unloading 
live  stock  at  the  Union  Stock  Yards,  Chicago,  between  May 
17,  1917,  the  date  of  the  filing  of  the  original  complaint,  and 
March  1,  1920,  when  the  carriers  ceased  collecting  such  charges. 

In  the  original  decision  cited  above,  the  Commission  ruled 
dial  the  collection  of  separate  charges  from  shippers  for  the 
unloading  and  loading  of  live  stock  in  addition  to  the  rates  to 
and  from  the  Chicago  stock  yards  was  unlawful  and  unreason- 
ahle.  Reparation  was  awarded  under  rule  V.  Relying  on  this 
limling  of  unlawfulness,  the  Chicago  Live  Stock  Exchange 
brought  the  present  complaint  through  which  it  hopes  to  recover, 
for  the  farmers  and  shippers  with  whom  its  members  deal,  such 
charges  as  were  collected  subsequent  to  the-  filing  of  the  original 
complaint,  as  well  as  on  all  intrastate  shipments  in  Illinois  which 
were  not  included  in  that  complaint.  Nothing  in  the  way  of 
additional  evidence  to  prove  the  unreasonableness  of  the  practice 
of  charging  the  shipper  for  the  service  of  loading  and  unloading 
was  put  in,  C.  R.  Hillyer,  attorney  for  the  exchange,  relying  on 
the  record  in  the  previous  case. 

D.  C.  Hosier,  vice-president  of  the  exchange  and  chairman 
of  its  transportation  committee,  and  a  member  of  the  firm  of 
Rosenbaum  Brothers  Company,  commission  merchants,  testified 
as  to  the  practices  and  customs  that  governed  the  relations  be 
tween  the  live  stock  shippers  and  the  commission  men.  He  en- 
deavored to  show  that  the  general  practice  gave  the  commission 
men  a  clear  right  to  speak  for  the  shipper  and  endeavor  to  cal- 
led reparation  in  his  behalf — in  many  instances,  he  said,  com- 
mission men  possessed  the  power  of  attorney  of  his  customer. 
Connections  between  the  commission  merchants  and  the  Live 
Stock  Exchange  was  then  explained  in  an  effort  to  show  that 
that  oragnization  was  legally  empowered  to  act  for  its  members, 
some  500  in  number.  A  list  of  shippers,  totaling  more  than 
300,000  names,  was  introduced.  The  reparation  involved  was 
variously  estimated  at  from  $500,000  to  $600,000. 

The  traffic  manager  for  the  exchange  produced  a  list  of 
claims  arranged  on  forms  which  he  said  had  been  approved  of 
by  the  Commission  and  by  accounting  officers  of  the  various 
railroads  involved.  Thomas  M.  Woodward,  attorney  for  the  Di- 
rector-General, raised  numerous  objections  to  the  competency 
and  the  legality  of  the  evidence.  He  claimed  that  no  direct  con- 
nection between  the  shipper  and  the  exchange  had  been  shown, 
that  on  the  showing  made  it  was  not  even  clear  whether  the 
owner  of  the  stock  shipped,  and  therefore  the  payer  of  the 
transportation  charges  would  receive  the  money  if  reparation 
were  awarded.  He  insisted  that  specific  shipments  be  identified 
by  the  commission  men  and  objected  to  the  introduction  of  the 
list  of  claims  as  hearsay  evidence. 

The  debate  at  times  became  acriminous  and  ended  in  a  re- 
quest made  by  Mr.  Hillyer  for  a  further  hearing  so  that  the 
records  could  be  put  into  the  shape  suggested.  He  also  suggested 
that  the  Commission  issue  a  subpoena  for  the  records  of  the 
Stockyards  Joint  Agency,  which  he  said  was  the  only  place  at 
which  original  records  of  the  shipments  were  kept. 

It  had  been  the  intention  of  the  carriers  to  insist  that  the 
exchange  was  seeking  reparation  from  parties  who  never  re- 
ceived the  moneys  collected  for  loading  and  unloading.  These, 
it  was  their  position,  were  paid  to  the  Stockyards  company  and 
not  to  any  carrier.  No  evidence  was  introduced,  by  the  railroads, 
however,  they  expressing  a  desire  to  withhold  their  testimony 
until  the  complainants  shall  have  finished  their  case. 


Personal  Notes 


ILLINOIS   CENTRAL    BONDS 

An  application  has  been  filed  with  the  Commission  by  the 
Illinois  Central,  asking  authority  to  issue  and  sell  $8,000,000  of 
15-year  6%  per  cent  secured  gold  bonds,  the  proceeds  to  be 
used  in  retiring  maturing  indebtedness.  The  company  has  ac- 
cepted tentatively  an  offer  from  Kuhn,  Loeb  &  Company,  of  New 
York,  to  buy  the  bonds  at  93.75  of  the  face  value.  Authority  also 
was  asked  to  pledge  the  $8,225,000  of  Illinois  Central  4  per  cent 
refunding  mortgage  gold  bonds  and  $3,820,000  of  Illinois  Central- 
Chicago,  St.  Louis  &  New  Orleans  5  per  cent  joint  first  and  re- 
funding bonds  as  collateral  for  the  proposed  bond  issue.  In  a 
separate  application  the  Illinois  Central  and  Chicago,  St.  Louis 
&  New  Orleans  asked  authority  to  issue  $136,700  of  5  per  cent 
joint  first  refunding  mortgage  bonds  to  reimburse  the  treasury 
of  the  Illinois  Central  for  advances  for  additions  and  better- 
ments on  the  property  of  the  C.  St.  L.  &  N.  O.  The  Illinois  Cen- 
tral proposes  to  use  $120,000  of  the  issue  as  collateral  in  part 
for  the  proposed  issue  of  18,000,000  of  bonds. 


The  French-Alsatian   Potash   Society  has  announced  the  ap- 
pointment of  H.  M.   Runyon,   manager  of  transportation,   with 

headquarters  at  New  York. 
Mr.  Runyon  has  been  ac- 
tively engaged  In  trans- 
portation work  since  1892, 
at  which  time  he  entered 
the  service  of  the  C.  A 
O.  R.  R.  at  Cincinnati,  in 
the  office  of  the  manager 
of  the  Kanawha  Despatch. 
In  the  course  of  three 
years  he  held  practically 
every  position  in  that  of- 
fice and  was  transferred 
to  the  New  York  office  of 
the  Kanawha  Despatch, 
where  he  served  as  chief 
clerk  and  contracting 
freight  agent  until  1903, 
when  he  left  the  Kana- 
wha Despatch  to  become 
traveling  freight  agent  of 
the  Seaboard  Air  Line 
Railway,  with  headquar- 
ters in  New  York.  A  year 
later,  the  Rochester  office 
of  the  Seaboard  Air  Line 
was  established,  with  Mr. 

Runyon  as  commercial  agent  and  in  1912  he  was  transferred 
to  New  York  as  general  eastern  freight  agent.  During  the  war  he 
was  assigned  to  Railroad  Administration  work,  handling  grain 
moving  through  Gulf  ports.  March  1,  1920,  he  returned  to  the 
Seaboard  Air  Line  and  August  1,  1920,  left  railroad  service  to 
become  manager  of  the  nitrate  agencies  at  Savannah,  Ga.,  which 
position  he  resigned  to  take  his  present  place. 


D.  M.  Swobe  has  been  elected  president  and  traffic  manager 
of  the  McCloud  River  Railroad  Company,  San  Francisco. 

C.  F.  Jones  has  been  appointed  traveling  freight  agent  for 
the  Akron,  Canton  &  Youngstown  and  the  Northern  Ohio  Rail- 
way, at  Akron,  Ohio. 

A.  L.  Griswold,  for  several  years  in  charge  of  traffic  and 
grain  sales  for  the  H-Q  Hay  and  Grain  Co.,  and  C.  C.  Shaft, 
former  president  of  that  company,  have  formed  a  company  for 
the  wholesale  handling  of  hay,  grain,  mill  feeds  and  cottonseed 
products  under  the  name  of  the  Griswold-Shaft  Hay  and  Grain 
Co.,  and  have  opened  offices  in  Wichita,  Kan. 

L.  R.  Capron  has  been  appointed  assistant  freight  traffic 
manager  for  the  Northern  Pacific  Railway  at  Saint  Fa.ul. 

S.  V.  McLeod  has  been  appointed  purchasing  agent  for  the 
Algoma  Steel  Corporation,  Ltd.,  at  Sault  Ste.  Marie,  Ont.,  suc- 
ceeding L.  L.  Jacobs,  who  resigned. 

Frank  C.  Jerome  has  been  appointed  general  eastern  freight 
agent  for  the  New  York  Central — West  Shore  Railroad  at  New 
York  City,  vice  L.  M.  Souders,  who  resigned. 

The  A.  E.  Staley  Manufacturing  Company,  of  Decatur,  111., 
has  announced  the  appointment  of  T.  C.  Burwell  as  traffic  mana- 
ger, succeeding  T.  L.  Wolf,  who  resigned. 

W.  W.  Creighton  has  been  appointed  traveling  agent  for 
the  Chicago  &  North  Western  at  Toronto,  Ont. 

R.  J.  Marony  has  been  elected  vice-president  of  the  Chicago, 
Milwaukee  &  St.  Paul,  in  charge  of  its  New  York  offices,  succeed- 
ing George  G.  Mason,  who  resigned. 

W.  W.  Blakely  has  been  appointed  general  freight  agent  for 
the  Sharpsville  Railroad  at  Pittsburgh,  vice  O.  S.  Lewis. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Members  of  the  Transportation  Club  of  Detroit,  with  their 
families  and  friends,  will  -hold  their  annual  excursion  to  Tash- 
moo  Park,  August  8.  Transportation  will  be  via  the  steamer 
"Wauketa."  A  baseball  game  and  other  sporting  events  have 
been  arranged. 

The  Chicago  Traffic  Club  held  a  Golf  Outing  at  the  Racine 
Country  Club,  Racine,  Wis.,  July  15.  Prizes  were  awarded  in 
various  golf  events.  Luncheon  and  dinner  was  served  at  the 
country  club. 

At  a  recent  meeting  of  the  St.  Louis  Traffic  Club,  a  resolu- 
tion was  adopted  commending  the  efforts  of  the  American  mer- 
chant marine  and  urging  all  shippers  and  travelers  to  patronize 
American  vessels. 

The  third  annual  outing  of  the  Akron  Traffic  Association 
will  take  place  at  Myers  Lake,  Canton,  Ohio,  July  27.  Special 
cars  have  been  provided  from  Canton  to  the  Lake,  and  a  num- 
ber of  guests  from  Cleveland  are  expected  to  attend.  The  pro- 
gram includes  two  meals,  swimming,  and  a  baseball  game  be- 
tween industrial  and  railroad  traffic  men. 


126 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  3 


REVENUE  FREIGHT  LOADING 


The  Traffic  Wcrld  Washington  Bureau 

Loading  of  revenue  freight  failed  to  show  an  increase  in  the 
week  ended  July  2  over  the  preceding  week,  a  decrease  of  253 
cars  being  shown  by  the  weekly  report  of  the  car  service  division 
of  the  American  Railway  Association.  The  total  number  of  cars 
loaded  for  the  week  was  774,808  as  compared  with  775,061  in 
the  week  ended  June  25.  In  the  corresponding  weeks  of  1920  and 
1919  the  loadings  totaled  891,621  and  743,226,  respectively. 

The  highest  point  reached  in  loading  in  recent  weeks — the 
highest  point  for  the  season  to  date — was  in  the  week  ended  June 
11  when  the  number  was  788,997.  In  the  following  week  loadings 
dropped  to  780,741  cars. 

In  the  week  ended  July  2  loadings  of  grain  and  grain  products 
totaled  40,547  cars  as  against  38,821  in  the  preceding  week.  An 
increase  also  was  reported  in  the  loading  of  coal,  157,265  cars  as 
compared  with  156,999  cars  in  the  preceding  week.  Ore  loadings 
increased  from  28,921  cars  in  the  week  ended  June  25  to  30,335 
in  the  week  ended  July  2,  and  merchandise,  L.  C.  L.,  loading  in- 
creased from  215,678  cars  to  215,887  cars  in  the  week  ended 
July  2.  Miscellaneous  loading  increased  from  252,429  cars  to 
253,955  cars  in  the  week  ended  July  2.  Decreases  were  shown  in 
the  loading  of  live  stock,  coke,  and  forest  products.  Live  stock 
loading  dropped  from  28,229  cars  to  24,923;  coke,  from  4,557  cars 
to  4,354  cars;  and  forest  products,  from  49,427  cars  to  47,542  cars. 
Loading  by  districts  in  the  week  ended  July  2  and  the  cor- 
responding week  of  1920  was  as  follows: 

Eastern  districts:  Grain  and  grain  products,  6,223  and  5,850; 
live  stock,  2,511  and  2,798;  coal,  41,021  and  56,089;  coke,  867  and 
2,283;  forest  products,  4,704  and  7,944;  ore,  2,076  and  7.705;  mer- 
chandise, L.  C.  L.,  57,572  and  24,635;  miscellaneous,  70,872  and 
110,963;  total,  1921,  185,846;  1920,  218,267;  1919,  176,888. 

Allgheny  district:  Grain  and  grain  products,  2,318  and  2,277; 
live  stock,  2,403  and  2,849;  coal,  47,982  and  50,343;  coke,  2,276  and 
4,858;  forest  products,  2,600  and  3,355;  ore,  6,731  and  10,120;  mer- 
chandise, L.  C.  L.,  43,812  and  36,663;  miscellaneous,  48,896  and 
61,608;  total  1921,  157,018;  1920,  172,073;  1919,  149,916. 

Pocahontas  district:  Grain  and  grain  products,  120  and  100; 
live  stock,  116  and  212;  coal,  24,773  and  23,283;  coke,  12  and  607; 
forest  products,  1,318  and  1,724;  ore,  14  and  143;  merchandise, 
L.  C.  L.  2,339  and  105;  miscellaneous,  5,237  and  9,089;  total,  1921, 
33,929;  1920,  35,263;  1919,  30,104. 

Southern  district:  Grain  and  grain  products,  3,047  and  2,712; 
live  stock,  1,667  and  1,912;  coal,  20,471  and  24.067;  coke,  384  and 
220;  forest  products,  14,991  and  16,385;  ore,  481  and  3,085;  mer- 
chandise, L.  C.  L.,  37,394  and  24,710;  miscellaneous,  34,653  and 
48,745;  total,  1921,  113,088;  1920,  121,836;  1919,  107,953. 

Northwestern  district:  Grain  and  grain  products,  10,356  and 
9,715;  live  stock,  7,199  and  7,121;  coal,  5,687  and  10,822;  coke, 
490  and  1,156;  forest  products,  12,586  and  14,076;  ore,  19,659  and 
44,888;  merchandise,  L.  C.  L.,  28,868  and  21,979;  miscellaneous, 
33,204  and  44,118;  total,  1921,  118,049;  1920,  153,875;  1919,  133,133. 
Central  Western  district:  Grain  and  grain  products,  13,038 
and  9,538;  live  stock,  9,107  and  9,930;  coal,  13,771  and  21,813; 
coke,  178  and  440;  forest  products,  5,034  and  5,265;  ore,  582  and 
5,084;  merchandise,  L.  C.  L.,  31,118  and  32,758;  miscellaneous, 
37,187  and  43,444;  total,  1921,  110,015;  1920,  128,272;  1919,  97,093. 
Southwestern  district:  Grain  and  grain  products,  5,445  and 
3,859;  live  stock,  1,920  and  2,241;  coal,  3,560  and  6,617;  coke,  147 
and  93;  forest  products.  6,309  and  6.916;  ore,  792  and  647;  mer- 
chandise, L.  C.  L.,  14,784  and  16,801;  miscellaneous,  23,906  and 
24,861;  total,  1921,  56,863;  1920,  62,035;  1919,  48,139. 

Total,  all  roads:  Grain  and  grain  products,  40,547  and  34,051; 
live  stock,  24,923  and  27,063;  coal,  157,265  and  193,034;  coke, 
4,354  and  9,657;  forest  products,  47,542  and  55,665;  ore,  30,335  and 
71,672;  merchandise,  L.  C.  L.,  215,887  and  157,651;  miscellaneous, 
253,955  and  342,828;  total,  1921,  774,808;  1920,  891,621;  1919, 
743,226. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable,  as  some  roads  are  not  able  to  separate  their  L.  C.  L. 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison. 


The  effect  of  various  efficiencies  which  the  railroads  have  placed 
in  effect  since  the  traffic  slump  began  late  last  fall  together  with  . 
retrenchments  which  decreased  revenues  forced  the  carriers  to 
make  are  more  clearly  brought  out  in  the  reports  for  May  than  for 
any  of  the  previous  months,  the  ratio  of  operating  expenses  to  rev- 
enues during  the  month  falling  to  85.4  per  cent,  compared  with  86.69 
per  cent  in  April  and  87.19  per  cent  in  March. 

Total  operating  revenues  in  May,  according  to  the  reports,  were 
$444  566,000,  or  2.8  per  cent  less  than  they  were  during  the  same 
month  in  1920,  while  operating  expenses  totaled  $379,715,000  or  a 
reduction  of  13.2  per  cent  compared  with  May  last  year.  The  net 
operating  income  was  $37,246,000,.  compared  with  an  operating 
deficit  of  $5.519,000  in  May  one  year  ago. 

During  the  nine  months  since  September  1,  1920,  when  the  guar- 
anty period  expired,  the  net  operating  income  of  the  carriers  has  been 
$316302000.  which  on  the  basis  of  their  tentative  valuation,  would 
be  at  the  annual  rate  of  return  of  2.41  per  cent.  This  sum,  however, 
is  $469  696  000  below  the  amount  contemplated  to  be  earned  under 
the  rates  established  by  the  Commission.  A  peculiarity  of  the  re- 
ports is  the  fact  that  the  per  cent  earned  during  the  nine  months,  as 
well  as  the  percentage  by  which  the  roads  fell  short  of  the  amount 
expected  to  be  earned  during  that  period,  are  identical  with  the  corre- 
sponding percentages  for  the  month  of  May. 

As  has  been  the  case  in  the  previous  months,  the  carriers  in  all 
districts  fell  far  short  of  earning  a  return  of  5H  or  6  per  cent  in 
May  The  net  operating  income  of  those  in  the  eastern  district  was 
at  the  annual  rate  of  2.29  per  cent;  in  the  southern,  3.35  per  cent,  and 
in  the  western  2.30  per  cent. 

Complete  reports  except  for  the  Pittsburgh  &  Shawmut  Rail- 
way Company  show  that  the  total  operating  revenues  of  the  carriers 
in  the  eastern  district  were  $203,794,000,  or  an  increase  of  1.5  per  cent 
over  that  for  May  last  year,  while  operating  expenses  totaled  $173,- 
693  000  or  a  decrease  of  14.9  per  cent  compared  with  the  same  month 
of  the  preceding  year.  Their  net  operating  income  during  the  month 
was  $17,644,000,  compared  with  an  operating  deficit  of  $14,225,000  in 
May  1920. 

The  operating  revenues  of  the  carriers  in  the  southern  district 
were  §72  381  000  or  a  decrease  of  2  per  cent  compared  with  May  last 
year  while  operating  expenses  totaled  $62,970,000,  or  a  decrease  of 

6  3  per  cent  compared  with  May,  1920.     The  net  operating  income  was 
$5,546,000,  or  an  increase  of  31.9  per  cent  over  that  for  the  previous 

Reports  from  the  western  district  showed  that  the  total  operating 
revenues  of  the  carriers  was  $168,391,000,  which  was  a  decrease  of 

7  8  per  cent  compared  with   May  one  year  ago.     Their  operating  ex- 
penses totaled  $143,052,000,  which  was  a  decrease  of  14  per  cent  under 
those  one  year  ago,   while  their  net  operating  income  was  $14,056,000, 
or  an  increase  of  212.3  per  cent  over  that  for  May,   1920. 


MAY  RAILROAD  REVENUE 

The  Association  of  Railway  Executives  has  issued  the  fol- 
lowing statement  on  May  earnings  of  Class  1  roads: 

The  railroads  of  the  United  States  had  a  net  operating  income 
in  May  of  $37,246,000.  which  was  approximately  $7,997,000  more  than 
It  was  in  April,  according  to  reports  filed  by  the  carriers  with  the 
Interstate  Commerce  Commission. 

This  is  the  largest  amount  earned  by  the  railroads  since  last 
November,  when  their  net  operating  income  was  $54,343,793.  Com- 
parisons show  that  80  railroads — 28  in  the  Eastern,  19  in  the  Southern 
and  33  in  the  Western  districts— had  operating  deficits  in  May,  while 
in  April  the  total  was  91. 

On  the  basis  of  the  tentative  valuation  fixed  by  the  Interstate 
Commerce  Commission  for  rate  making  purposes  under  the  trans- 
portation act.  the  amount  earned  in  May  would  be  at  the  annual 
rate  of  return  of  2.41  per  cent,  compared  with  2.2  per  cent  the 
previous  month.  The  reports  show,  however,  that  the  carriers  fell 
short  $55,490.000,  or  59.8  per  cent,  of  earning  the  amount  contem- 
plated by  the  act. 

The  tabulations  are  based  on  reports  from  201  Class  1  railroads, 
representing  a  total  mileage  of  235,450  miles. 


REVENUE  TRAFFIC  STATISTICS 

The  Traffic  World,  Washington  Bureau 

In  the  four  months  ended  with  April,  1921,  freight  revenue 
of  174  class  I  roads,  exclusive  of  switching  and  terminal  com- 
panies amounted  to  $1,230,541,239,  as  compared  with  $1,201,- 
626,334  in  the  same  period  of  1920,  according  to  revenue  traffic 
statistics  issued  by  the  bureau  of  statistics  of  the  Commission 
July  9. 

Revenue  tons  carried  one  mile  totaled  95,831,134,000  in  the 
four  months  ended  with  April,  as  against  122,728,961,000  in  the 
corresponding  period  of  1920.  Revenue  tons  carried  totaled 
513,223,000,  as  against  664,517,000  in  the  same  period  of  1920. 

Miles  per  revenue  ton  per  road  amounted  to  186.72  in  the 
1921  period,  as  against  184.69  in  the  first  four  months  of  1920. 
Revenue  per  ton  mile  amounted  to  12.84  mills,  as  against  9.79 
mills  in  the  1920  period.  Revenue  per  ton  per  road  amounted 
to  $2.40,  as  against  $1.81  in  the  1920  period. 

Passenger  revenue  in  the  four  months  ended  with  April 
totaled  $380,623,577,  as  against  358,961,958  in  the  1920  period. 
Revenue  passengers  carried  totaled  351,469,000,  as  against  391,- 
778,000  in  the  1920  period.  Miles  per  passenger  per  road 
amounted  to  34.47  in  the  1921  period,  as  against  35.14  in  the 
1920  period.  Revenue  per  passenger-mile  totaled  3.142  cents,  as 
against  2.608  cents  in  1920.  Revenue  passenger  per  car  num- 
bered 16.39  in  1921,  as  against  18.88  in  the  1920  period. 

In  April  alone  freight  revenue  totaled  $303,834,974,  as  com- 
pared with  $268,018,374  in  April,  1920.  Revenue  tons  carried 
one  mile  totaled  22,783,939,000,  as  against  27,323,760,000  in  April, 
1920.  Revenue  tons  carried  totaled  119,897,000  in  April,  as 
against  147,694,000  in  April,  1920.  Miles  per  revenue  ton  per 
road  numbered  190.03,  as  against  185  in  April,  1920.  Revenue 
per  ton  mile  amounted  to  13.34  mills,  as  against  9.81  mills  in 
April,  1920.  Revenue  per  ton  per  road  amounted  to  $2.53,  as 
against  $1.81  in  April,  1920. 

Passenger  revenue  totaled  $90,354,034  in  April,  as  compared 
with  $92,670,719  in  April,  1920.  Revenue  passengers  carried 
totaled  83,366,000,  as  against  98,428,000  in  April,  1920.  Miles  per 
passenger  per  road  amounted  to  33.98  in  April,  as  against  36.09 
in  April,  1920.  Revenue  per  passenger  mile  amounted  to  3.190 
cents,  as  against  2.608  cents  in  April,  1920.  Revenue  passengers 
per  car  numbered  15.60,  as  against  19.50  in  April,  1920. 


AUTHORITY    FOR    NEW    LINE 

The  Oklahoma  &  Arkansas  Railway  Company  has  applied 
to  the  Commission  for  authority  to  construct  a  line  of  railroad 
about  twenty  miles  long  extending  from  a  connection  with  the 
main  line  of  the  Kansas,  Oklahoma  &  Gulf  at  Salina,  Okla.,  to 
Kansas,  Okla.  No  railroads  now  reach  the  territory  which 
would  be  served  by  the  road,  it  is  stated,  and  a  large  amount 
of  hardwood  timber  could  be  marketed  if  the  road  were  built. 
It  is  estimated  it  will  take  ten  to  fifteen  years  to  remove  the 
timber  after  which  the  land  adapted  for  agriculture  will  be 
developed. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


LOSS  OF  RAILROAD  INITIATIVE 

Editor  The  Traffic  World: 

The  editorial  in  the  July  2  Traffic  World,  page  7,  "Loss  of 
Itailroad  Initiative,"  is  much  to  the  point  and  represents  just 
about  the  experience  that  is  had  in  dealing  with  railroad  com- 
mittees at  the  present  time.  In  so  far  as  procedure  is  con- 
cerned, especially  with  certain  committees,  they  might  almost 
as  well  have  discontinued  functioning,  and,  in  the  writer's  opin- 
ion, the  tiling  goes  a  little  further  than  stated  by  you,  to  the 
point  that,  where  recommendations  may  be  actually  made  by 
a  local  committee  familiar  with  the  particular  proposition,  reach- 
ing advisory  or  other  committees  that  have  only  a  statistical 
interest  in  the  proposition,  the  attitude  appears  to  be  quite 
generally  that,  Congress  having  enacted  the  law  and  the  Com- 
mission having  prescribed  a  certain  fixed  basis  of  rates,  the 
shipper,  if  he  desires  any  relief,  is  left  with  the  recourse  of 
seeking  it  from  the  Commission,  which  made  the  order. 

In  other  words,  the  carriers  are,  in  a  great  measure,  taking 
tlit>  attitude  that  if  they  make  a  reduction,  regardless  of  the 
merit  of  the  proposition  and  regardless  of  changed  conditions, 
they  will  subject  themselves  to  serious  criticism.  This,  in  the 
writer's  opinion,  relates  quite  generally  to  applications  for 
changes  in  individual  rates,  and  the  same  theory  does  not  ap- 
pear to  prevail  to  such  an  extent  where  the  suggestion'  for  a 
change  in  rates  comes  from  the  carriers,  regardless  of  the  mag- 
nitude of  the  proposition.  The  present  basis  of  functioning  of 
these  committees  is  not  unlike  the  Railroad  Administration's 
district  rate  committees,  except  that  the  shipper  is  permitted 
to  appear  and  deliver  his  oration  and  then  depart,  and  the  mat- 
ter of  a  decision  is  one  of  an  ex  parte  nature. 

I  believe  that  the  shipping  public  looks  for  a  little  more 
than  this  from  the  carriers,  and  that  the  time  will  eventually 
come  when  carriers  will  have  to  change  their  method  of  func- 
tioning on  these  rate  committee  matters,  or  change  their  manner 

POSITIONS  WANTED  OR  OPEfT 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANT 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  {retting  thf 
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words  to  the  line;  numbers  and  abbreviations  counted  as  wor*"' 
I  point  type:  payable  in  advance.  Answers  to  keyed  advertisement' 
forwarded  free  and  all  correspondence  held  in  strict  confidence.  Tb« 
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TRAFFIC  WORK  WANTED— Traffic  Man,  well  posted  and 
equipped,  can  take  on  entire  traffic  work  of  one  more  firm  in  Central 
West  very  reasonable,  as  side  line.  Get  my  proposition.  Address 
"Work."  care  of  Traffic  World,  Chicago. 

FOR  SALE — Several  carloads  of  first-class  No.  1  oak,  6x8-8  feet, 
railroad  crossties  for  immediate  shipment.  L.  E.  Pearson,  Edwards- 
burer,  Mich. 

TARIFFS  —  CLASSIFICATIONS  —  EXCEPTIONS  WANTED— All 
kinds,  particularly  Iceland's  Davis',  Kelly's,  Speiden's,  etc.  Interstate 
Traffic  Co..  1314%  Main  St..  Dallas.  Texas. 


of  arriving  at  conclusions.  Why  the  present  arrangement  should 
obtain  in  respect  to  the  dealing  between  shippers  and  railroad 
committees  is  not  well  understood  in  view  of  the  fact  that  a 
shipper,  in  dealing  with  the  Consolidated  Classification  Com- 
mittee, as  an  example,  has  an  opportunity  of  hearing  some  of 
the  facts  of  the  other  side  of  the  case  and  knowing  about  what 
any  objections  to  his  application  will  be,  If  any;  and  it  is  re- 
spectfully suggested  that  if  there  was  a  little  more  inclination 
toward  both  sides  being  given  possession  of  the  facts  prior  to 
some  of  the  decisions  that  are  made  by  these  committees,  there 
would  be  a  much  more  satisfied  shipping  public  and  there  would 
be  manifestly  a  less  number  of  adverse  decisions  made. 

American  Box  Board  Co., 

R.  L.  Tuttle. 
Grand  Rapids,  Mich.,  July  11,  1921. 


REGRETS  PUBLICATION  OF  LETTER 

Editor  The  Traffic  World: 

Under  date  of  June  8  I  wrote  you  expressing  my  personal 
opinion  on  the  adjustment  of  freight  rates.  This  letter  was 
published  in  your  June  8  issue.  It  was  not  my  intention  to 
have  you  publish  my  letter.  What  induced  me  to  write  it  was 
the  opinions  expressed  in  your  editorial.  I  presumed  your  pub- 
lication received  daily  expressions  from  its  readers  on  the  topics 
of  the  day  and  views  published  by  you  and  that  it  was  in  this 
way  you  kept  in  touch  with  the  thoughts  of  your  readers.  I 
regret  that  I  failed  to  ask  you  not  to  publish  my  letter,  as  it 
merely  expressed  my  personal  opinion  and  not  that  of  the  com- 
pany by  which  I  am  employed.  I  respectfully  ask  you,  there- 
fore, to  publish  this  as  a  withdrawal  of  my  letter  of  June  8. 

Earl  W.  Seidler. 

Bethlehem,  Pa.,  July  7,  1921. 


LEGISLATION  NOT  A  CURE 

Editor  The  Traffic  World: 

The  often  accused  and  not  always  guiltless  railroads  are 
undergoing  a  Congressional  investigation,  the  avowed  purpose 
of  which  is  to  determine  their  true  condition  and  what  is 
necessary  to  rehabilitate  and  bring  them  to  a  prosperous  con- 
dition. 

After  thirty-two  years  of  regulation  by  the  Commission 
and  the  various  state  regulatory  bodies  it  is  beginning  to  dawn 
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Reduce  Damage  Claims 

by  nailing  your  boxes  and  crates  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 
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Write  for  it. 

National  Association  of  Box  Manufacturers 
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IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 
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on    the    makers    of   our    laws   that   they    cannot   legislate   the 
"hazard"  out  of  business  or  legislate  profit  into  it.     One  of  1 
fallacies  of  the  regulation  attempted  is  the  fact  that  conferring 
authority  on  some  commission  or  other  body  by  law  to  do  a 
certain  thing  does  not  carry  with  it  the  ability  to  execute. 

Before  the  Labor  Board  and  the  Congressional  committee 
the  representatives  of  the  railroads  have  spent  much  of  their 
time  weeping  over  the  pay  roll  inherited  from  the  late  govern- 
ment railroad  administration  and  any  who  have  familiarized 
themselves  with  the  inconsistencies  of  some  of  the  agreements 
and  practices  may  well  be  excused  for  expressing  sympathy  for 
the  managers. 

During  the  period  of  government  control  the  management 
looked  to  the  government  for  guaranty  of  dividends  and  the 
employes  to  the  same  source  for  adjustment  of  wages.  In  fact 
the  "switch-shanty"  talk  of  the  employes  reached  Congress 
and  the  President  and  they  received  more  attention  than  the 
management  and  were  assured  "they  were  not  going  to  be 
kicked  around  anymore"  and  that  they  would  get  remunerative 
wages,  resulting  in  the  railroad  management  and  the  employes 
having  representatives  before  some  administrative  body  most 
of  the  time  during  government  control. 

The  result  to  the  management  and  the  employes  was  de- 
moralizing and  there  was  an  almost  unbelievable  decline  in 
efficiency.  One  comparison  of  1917  to  1919  conditions  for  illus- 
tration is  sufficient.  One  railroad  employing,  in  1917,  under 
private  control,  147,718  men,  had,  in  1919,  168,892  men,  an  in- 
crease of  14  per  cent.  Traffic  units  in  1917  were  168,000,000; 
in  1919  they  were  150,000,000— a  decrease  of  11  per  cent.  Shop 
efficiency  fell  off  40  per  cent.  Traffic  units  per  employe  fell 
from  113,392  to  89,308.  In  other  words,  it  took  14  per  cent  more 
men  to  do  11  per  cent  less  work  and  10  men  under  government 
control  to  perform  the  service  performed  by  6  men  under  private 
control. 

There  are  extenuating  circumstances.  The  world  war  took 
from  the  railroads  10  per  cent  of  their  experienced  men  and  the 
Adamson  law  changing  the  basic  day  from  10  to  8  hours  in 
nearly  all  lines  of  employment  necessitated  employment  of  many 
more  men. 

The  demonstration  of  improved  efficiency  after  return  to 
private  control  is  still  fresh  in  the  minds  of  the  public  and  great 
credit  is  due  to  the  management  and  the  employes  for  the  ac- 
complishment, but  it  is  well  to  bear  in  mind  the  fact  that  there 
would  have  been  no  improvement  had  it  not  been  for  the  insist- 
ence of  the  management  that  it  be  brought  about. 

On  the  part  of  the  employe  at  the  present  time  there  is  much 
apprehension  as  to  wage  reductions  that  are  to  come.  The 
fact  that  efficiency  of  the  employe  is  the  only  gauge  by  which 
his  share  of  the  burden  can  be  determined  must  not  be  lost 
sight  of,  nor  should  it  escape  the  attention  of  the  management 
that  too  radical  reductions  would  cause  the  carriers  to  suffer 
from  loss  of  morale  and  loss  of  experienced  men,  who,  when 
the  opportunity  offered,  would  seek  employment  in  other  lines. 

There  has  never  been  a  time  when  there  was  more  urgent 
need  of  competent  supervision  of  employes  and  proper  conduct 
by  competent  supervisors  would  do  much  to  overcome  the  blight- 
ing influence  of  the  agitators  who  have  entrenched  themselves 
in  the  ranks  of  the  employes  and  created  prejudice  against  the 
management.  The  treatment  of  employes  on  most  lines  can  be 
improved,  for  it  is  a  fact  that  the  employes  and  the  manage- 
ment have  drifted  far  apart  in  the  last  three  years.  Even  in  the 
matter  of  wage  reductions,  assurance  on  the  part  of  the  manage- 
ment that  inequalities  will  be  adjusted  will  have  a  salutary 
effect  on  the  morale  of  the  employes. 

Radical  wage  reductions  will  no  more  restore  the  railroads 
to  prosperity  than  did  the  rate  increases  effective  August  26, 
1920. 

It  is  estimated  that  the  12  per  cent  wage  reduction  effective 
July  1  will  reduce  the  pay  roll  $400,000,000;  abrogation  of  war 
time  agreements,  $375,000,000;  estimated  reduction  of  force,  300,- 
000  men,  $400,000,000;  enforcement  of  rates  ex  parte  74  in  states 
resisting  the  order  add  to  revenue,  $375,000,000;  so,  theoretically, 
at  least,  the  railroads  will  have  effected  a  saving,  and  have  addi- 
tional revenue  of  $1,550,000,000  by  July  1. 

A  net  of  $1,080,000,000  will  pay  the  6  per  cent  the  carriers 
are  permitted  to  earn.  However,  these  figures  will  work  out 
in  actual  practice  much  the  same  as  taking  the  gross  earnings 
and  adding  a  rate  increase  of  35  per  cent  to  bring  the  earnings 
up  to  some  desired  amount.  This  was  about  the  average  in- 
crease under  Ex  Parte  74,  and  it  has  resulted  in  the  complete 
paralysis  in  the  movement  of  some  commodities  and  reduced 
the  movement  of  many  others  regardless  of  the  propaganda 
freely  spread  at  the  time  the  increases  were  effective  as  to 
how  little  it  would  amount  to  to  the  consumer,  and  has  resulted 
in  a  rising  tide  of  indignation  on  the  part  of  the  public  that 
imperils  private  ownership  and  operation  and  creates  an  im- 
proper attitude  of  condemnation  of  the  railroad  employe  on  the 
part  of  the  public  as  being  responsible  for  the  existing  condi- 
tions. 

The  results  will  be  disastrous  to  both  the  railroads  and  the 
employe  if  there  is  not  some  assurance  of  relief.  No  traffic 
man  familiar  with  the  rate  structure  as  It  was  built  up  in  this 
country  up  to  1887  will  deny  the  fact  that  a  straight  percentage 


increase   will   create   inequalities  that  will   absolutely   prohibit 
the  movement  of  many  commodities. 

It  is  the  rate  structure  on  which  the  nation  was  developed 
and  was  followed  strictly  up  to  the  25  per  cent  increase  under 
government  control  and  in  that  increase  inequalities  were  cared 
for  by  qualifications  as  to  maxima  on  certain  commodities. 

The  present  increase  was  an  emergency  measure  and  granted 
with  the  understanding  that  the  carriers  would,  of  their  own 
motion  set  about  to  correct  the  inequalities.  While  it  is  true 
that  many  reductions  have  been  made,  very  little  publicity  has 
been  given. 

No  one  familiar  with  the  history  of  the  percentage  increases 
during  government  control  and  the  recent  increase  would  advo- 
cate a  general  percentage  reduction,  for  it  would  result  in  added 
confusion  to  an  already  chaotic  condition. 

The  carriers  are  now  on  a  safe  footing  and  after  July  ] 
will  earn  their  6  per  cent,  for  there  is  business  enough  that 
must  move  even  at  present  rates  to  sustain  them.  The  general 
business  of  the  nation  will  suffer  and  the  peril  of  government 
ownership  will  again  be  agitated  or  pressure  will  be  brought 
to  bear  on  Congress  to  enact  more  legislation  that  will  be  di- 
rected to  injure  the  carriers. 

The  readjustments  of  rates  will  require  the  best  talent  of 
the  carriers  and  can  only  be  brought  about  effectually  by  nego- 
tiation between  the  carriers  and  the  shippers.  It  will  be  well 
for  the  public  to  bear  in  mind  the  fact  that  rate  adjustment  is 
always  an  intricate  problem  and  now  greatly  complicated  by 
the  percentage  increases.  The  carriers  will  be  driven  to  bank- 
ruptcy if  rates  remain  too  high,  just  as  surely  as  with  them 
too  low. 

One  new  factor  entering  into  the  readjustment  of  rates  is 
the  fact  that  the  carriers  will  have  all  the  business  under 
normal  conditions  that  they  will  be  able  to  handle,  due  to  a 
great  extent  to  the  fact  that  the  automobile  truck  and  tractor 
have  brought  three  times  the  territory  formerly  served  by  the 
carriers  into  touch  with  the  transportation  lines.  This  is  espe- 
cially true  in  the  agricultural  districts  of  the  west  where  farm 
products  now  move  20  to  25  miles  from  each  side  of  the  rail- 
road lines  to  market.  Tne  little  trucking  business  built  up  in 
competition  with  the  carriers  is  a  small  item  compared  to  the 
business  now  brought  to  the  carriers  by  the  same  means. 

The  situation  sums  up  as  follows:  The  principal  concern  of 
the  employe  is  "wages";  of  the  management,  "dividends";  of 
the  public,  efficient  service  at  reasonable  rates.  Each  is  en- 
titled to  what  it  seeks  and  it  can  be  attained — on  the  part  of 
the  employe  by  rendering  efficient  service  and,  for  the  time 
being,  at  least,  forgetting  "wages"  and  bearing  in  mind  the  fact 
that  indifferent  service,  grudgingly  rendered,  will  surely  result 
in  disaster  to  the  carriers  and  to  the  employe;  on  the  part  of 
the  management,  by  humanizing  the  service,  immediate  resort 
to  proper  and  efficient  supervision,  encouraging  the  employe  to 
realize  the  fact  that  he  is  a  very  necessary  part  of  the  transpor- 
tation machine,  and  that  on  his  efforts  depends  the  success  of 
the  management;  by  resurrection  of  the  traffic  departments  of 
the  various  lines  to  make  an  intensive  study  of  local  condi- 
tions, of  business  available  and,  wherever  justified,  in  bringing 
about  reductions  of  rates  that  will  increase  volume  of  business 
and  net  earnings;  on  the  part  of  the  public  by  realizing  that 
its  interests,  those  of  the  carriers,  and  of  the  employes  are  one 
and  that  legislation  will  not  cure  the  present  situation;  that 
it  is  one  which  must  be  worked  out  in  the  interests  of  the  pub- 
lic and  the  carriers  by  hearty  co-operation. 

Working  together,  the  situation  will  be  cleared,  not  im- 
mediately but  in  much  less  than  in  the  32  years  that  has  been 
spent  in  trying  to  "legislate"  a  cure. 

If  properly  handled,  the  carriers  will  be  making  excuses  in 
August  for  not  being  able  to  handle  the  business  offered  them. 
Sidney,  Neb.,  June  30,  1921.  M.  A.  Shipman. 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  number  of  surplus  cars  in  the  period  June 
23  to  30  was  373,791,  as  compared  with  377,850  the  preceding 
week,  according  to  compilations  made  from  carriers'  reports  by 
the  car  service  division  of  the  American  Railway  Association. 
There  has  been  a  slight  recession  each  week  in  the  number  of 
surplus  cars  for  a  considerable  period. 

The  surplus  for  the  period  ended  June  30  was  made  up  of 
the  following  classes  of  equipment:  Box,  133,796;  ventilated  box, 
4,825;  auto  and  furniture,  7,677;  total  all  box  cars,  146,298;  flat, 
14,258;  gondola,  116,159;  hopper,  46,378;  all  coal,  162,537;  coke, 
11,526;  S.  D.  stock,  17,420;  D.  D.  stock,  750;  refrigerator,  11,529; 
tank,  914;  miscellaneous,  8,559. 

The  average  daily  shortage  was  663  cars,  made  up  of  the 
following  classes  of  equipment:  Box,  173;  auto  and  furniture, 
14;;  flat,  4;  gondola,  292;  hopper,  18;  S.  D.  stock,  20;  D.  D.  stock, 
12;  refrigerator,  130. 


LOAN  TO  CHARLES  CITY  WESTERN 

The  Commission  has  approved  a  loan  of  $140,000  to  the 
Charles  City  Western  Railway  Company  to  aid  the  company  in 
meeting  its  maturing  indebtedness  aggregating  $277,920,  leav- 
ing $137,920  to  be  financed  by  the  carrier. 
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PORTLAND,  OREGON 
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and  analysts  are  available  for  the  preparation  of  Federal 
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HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 
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POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic    and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES,  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


Speed  Up 

Shipments 

Ideal  Stencil  Machines  pro- 
vide the  most  speedy,  accu- 
rate and  legible  method  of 
marking  all  shipments — and 
insurance  against  delays. 

Write  for  sample  stencils  and 
illustrated      booklet     "Safe- 
guarding Your  Shipments.  "- 
Free. 

IDEAL  STENCIL  MACHINE 

COMPANY 

20  Ideal  Block 

Belleville,    Illinois,   U.  S.  A. 
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PENNSYLVANIA  WORKING  RULES 

Strenuous  objection  to  one  of  the  principles  laid  down  by 
the  Labor  Board  in  its  decision  No.  119,  abrogating  the  national 
agreements,  threatens,  for  the  time  being,  to  render  useless  a 
great  deal  of  the  work  done  in  arriving  at  that  decision.  At 
hearings  July  8  and  9,  E.  T.  Whiter,  assistant  to  the  vice-presi- 
dent of  the  Pennsylvania  System,  voiced  the  determination 
of  his  road  to  continue  working  under  rules  and  regulations 
put  into  effect  July  1,  after  negotiations  between  the  manage- 
ment of  the  Pennsylvania  and  representatives  elected  by  mem- 
bers of  the  Employes  Representation  Association  of  that  com- 
pany. 

On  the  other  hand,  B.  M.  Jewell,  president  of  the  railway  em- 
ployes' section  of  the  American  Federation  of  Labor,  and  other 
union  leaders,  assert  that  the  Pennsylvania  officials  had  no 
legal  right  to  negotiate  agreements  with  these  representatives, 
since  principle  No.  15  of  decision  No.  119  states  that  "the  ma- 
jority of  any  craft  or  class  of  employes  shall  have  the  right  to 
determine  what  organization  shall  represent  members  of  such 
craft  or  class,"  and  that  "such  organization  shall  have  the  right 
to  make  an  agreement  which  shall  apply  to  all  employes  in  such 
craft  or  class." 

Acting  on  instructions  from  their  leaders,  union  workers 
on  the  Pennsylvania  refused  to  vote,  since  the  ballots  passed 
out  by  the  management  provided  merely  for  the  election  of  rep- 
resentatives and  not  for  the  selection  of  an  organization.  The 
unions  believe  that  the  principle  quoted  gives  the  majority  or- 
ganization the  right  to  select  any  representatives  it  chooses  to 
negotiate  both  for  the  organization  and  the  minority  in  any 
craft.  It  is  on  this  basis,  they  point  out,  that  all  agreements 
are  being  negotiated. 

On  the  other  hand,  Pennsylvania  officials  assert  that  they 
have  progressed  satisfactorily  in  the  making  of  agreements  with 
the  representatives  selected,  that  the  majority  of  their  employes 
are  satisfied,  and  that  it  is  their  intention  in  the  future  to 
"continue  negotiations  with  these  representatives,  who  were  duly 
elected  by  those  who  exercised  their  right  to  vote." 

In  defending  the  position  of  his  road  before  the  board,  Mr. 
Whiter  said  it  did  not  believe  the  board  had  the  legal  right  to 
continue  the  national  agreements  in  force  in  its  decision  No.  2, 
because  the  Section  301  of  the  transportation  act  had  not  been 
complied  with,  and  therefore  they  were  not  properly  before  the 
board  as  a  dispute.  The  board,  in  its  decision  No.  119,  when 
it  abrogated  the  rules,  admitted  that  the  provisions  of  Section 
301  had  not  been  carried  out  but  claimed  jurisdiction  on  the 
gorund  that  the  dispute  had  "been  one  likely  to  substantially 
interrupt  commerce."  So  far  as  the  Pennsylvania  is  concerned, 
its  officials  assert,  this  condition  does  not  apply,  because  the 
rules  now  in  effect  are  satisfactory  to  a  majority  of  their  em- 
ployes. 

Some  doubt  has  been  expressed  as  to  what  course  the  board 
can  follow,  if,  following  a  finding  by  it  that  the  Pennsylvania 
has  proceeded  in  violation  of  decision  No.  119,  it  continues 
operating  under  the  new  rules,  as  is  its  evident  determination. 
No  penalty  provisions  being  provided  in  the  transportation  act 
for  those  who  violate  the  board's  rulings,  it  is  thought  by  some 
that  the  victory,  if  such  it  can  he  called,  would  rest  with  the 
railroad.  The  possibility  of  disrupting  the  entire  authority  of 
the  board,  not  only  in  the  matter  of  rules,  but  also  in  the  mat- 
ter of  wages,  would  thus  be  held  open,  because  other  roads 
would  be  certain  to  follow  suit. 

Board  members  refuse  to  be  apprehensive  on  this  point, 
their  position  being,  first,  that  the  railroads  are  inclined  to  co- 
operate to  the  fullest  extent  with  the  board  in  the  maintain- 
ing of  relations  with  their  employes,  and,  second,  that  the 
force  of  public  opinion  is  sufficient  to  make  those  roads  which 
might  otherwise  be  inclined  to  be  restive,  more  tractable. 

As  stated  by  one  member:  "Should  the  Pennsylvania  refuse 
to  remove  any  violation  of  decision  No.  119  pointed  out  by  the 
board,  and  should  union  workers  on  that  line  strike,  the  public 
would  naturally  feel  inclined  to  sympathize  with  the  strikers. 
Furthermore,  even  if,  as  the  Pennsylvania  asserts,  the  majority 
stay  at  work,  the  fighting  of  a  strike  of  a  large  minority  would 
be  more  expensive  than  compliance  with  what  this  body  con- 
siders a  just  and  reasonable  rule." 

Of  course,  no  such  violation  of  the  board  has  as  yet  been 
pointed  out.  However,  the  wording  of  the  principle  involved  is 
so  plain  that  there  is  little  doubt  of  the  board's  doing  anything 
but  issuing  a  resolution  declaring  the  Pennsylvania's  method 
of  negotiation  to  be  contrary  to  it. 

Another  circumstance  which  seems  to  discount  the  possi- 
bility of  the  roads  generally  following  the  Pennsylvania's  lead 
in  the  matter  is  the  fact  that  propositions  concerning  agreements 
and  disagreements  between  carriers  and  workers  regarding 
rules  and  regulations  have  been  coming  in  in  an  uninterrupted 
stream.  It  is  pointed  out  that  were  there  any  tendency  to 
watch  the  result  of  the  Pennsylvania's  move,  both  as  to  the 
right  to  negotiate  with  elected  individuals  and  as  to  a  possible 
disregarding  of  the  board's  orders,  further  negotiations  on  other 
roads  would  be  held  up  until  something  definite  had  been 
evolved. 

It  is,  nevertheless,  the  intention  of  the  board  to  dispose  of 


the  matter  as  soon  as  possible,  so  that  the  real  intent  of  the 
Pennsylvania  in  regard   to  its  so-called   "defy"   can  be  learned. 

CANADIAN   RAILWAY  WAGES   REDUCED 

Shop  workers  in  the  locomotive  and  car  departments  of  the 
Canadian  railroads  have  reached  a  tentative  agreement  with  the 
carrier  corporations  by  the  terms  of  which  they  are  to  accept  a 
wage  cut  of  the  same  amount  as  that  ordered  for  similar  em- 
ployes in  the  United  States  by  the  Railroad  Labor  Board — 
namely,  8  cents  an  hour.  The  reduction,  which  is  effective  Im- 
mediately, affects  30,000  men  on  the  Canadian  Pacific,  the  Can- 
adian National,  the  Grand  Trunk  and  the  more  important  of  the 
smaller  Canadian  lines.  Negotiations  for  a  general  revision  of 
rates  of  pay  and  working  rules  are  at  present  pending  before 
a  conference  of  the  Railway  Association  of  Canada  and  a  com- 
mittee representing  the  employes. 

EXPRESS  EMPLOYES'  WAGES  CUT 

The  Railroad  Labor  Board  issued  an  order,  July  12,  reducing 
the  wages  of  approximately  50,000  employes  of  the  American 
Railway  Express  Company  6  cents  an  hour,  effective  August  1. 
Express  company  shopmen  are  not  affected  by  the  order.  The 
annual  savings  that  will  result  from  this  reduction  are  estimated 
at  $8,000,000.  Deducted  from  the  wage  increase  of  16  cents, 
awarded  to  express  workers  by  the  board  in  1920,  the  reduction 
of  6  cents  means  that  they  will  receive,  after  August  1,  wages 
aggregating  10  cents  an  hour  higher  than  those  of  a  year  ago. 
No  further  wage  reduction  applications  of  an  magnitude  remain 
before  the  board,  and  it  is  not  expected  that  further  efforts  in 
that  direction  will  be  made  for  some  time,  at  least. 


WHITE  DISCUSSES  RATE  REVISION 

Those  who  speak  of  the  "guaranty  section"  of  the  transporta- 
tion act  speak  of  something  that  does  not  exist,  said  J.  W.  White, 
traffic  manager  for  the  International  Agricultural  Corporation  of 
Atlanta,  Ga.,  in  addressing  the  annual  meeting  of  the  National 
Fertilizer  Association,  at  White  Sulphur  Springs,  W.  Va.,  June  22. 
"We  speak  of  a  guaranty  of  6  per  cent,"  he  said,  "but,  as  a  mat- 
ter of  fact,  no  guaranty  exists — except  that  prescribed  for  a  pe- 
riod of  6  months  following  the  passage  of  the  bill  from  March  1, 
1920 — because  no  provision  is  made  for  a  reimbursement  in  the 
event  that  the  carriers  fail  to  earn. 

"If  the  transportation  act  is  a  failure  the  one  reason  is  be- 
cause the  volume  of  commerce  has  been  insufficient  to  give  it  a 
fair  test;  but  whether  or  not  it  would  be  a  success  if  tonnage 
movements  were  normal  is  entirely  problematical." 

In  the  opinion  of  the  speaker  the  readjustment  of  class  rates 
•n  the  Southeast  will  work  a  greater  hardship  on  the  shippers 
in  that  territory  than  some  of  the  other  increases  due  to  the 
present  tendency  to  base  commodity  rates  on  certain  fixed  per- 
centages of  the  class  rates. 

Speaking  of  the  recent  wage  reductions  allowed  by  the 
Labor  Board  and  the  probable  result  on  rates,  Mr.  White  said: 
"The  recent  reduction  authorized  by  the  Labor  Board,  equivalent 
to  $400,000,000,  is  a  step  in  the  right  direction;  but,  manifestly, 
freight  rates  cannot  immediately  by  reduced  correspondingly 
without  leaving  us  in  the  same  position  as  we  are  in  now.  Some 
commodities  need  special  treatment  and  undoubtedly  that  is  true 
of  the  fertilizer  industry." 

Relief  to  business  in  this  country  can  be  brought  about  most 
speedily,  according  to  Mr.  White,  through  the  establishment  of 
trade  relations  with  foreign  countries.  The  enormous  movement 
that  would  follow  such  an  effort  would  furnish  tonnage  to  the 
railroads  and  so  aid  everyone,  he  said.  Horizontal  revisions  in 
rates,  either  upward  or  downward,  he  did  not  favor.  He  said  in 
this  connection:  "I  do  not  believe  that  the  method  of  reducing 
freight  rates  should  be  a  horizontal  one  downward  after  the  man- 
ner in  which  they  were  raised.  Horizontal  increases  necessarily 
create  inequalities,  and  particularly  so  when  applied  to  commod- 
ity rates.  It  is  my  belief  that  articles,  such  as  fertilizer  and  fer- 
tiliber  materials,  entering  into  such  general  use  and  being  so 
vital  to  production,  should  and  will  receive  the  proper  attention 
at  the  hands  of  the  Interstate  Commerce  Commission  if  properly 
presented  to  that  tribunal." 


B.  &   O.   BONDS 

The  Baltimore  &  Ohio  has  been  authorized  by  the  Commis- 
sion to  issue  not  exceeding  $1,624,000  of  6  per  cent  refunding  and 
general  mortgage  bonds  for  pledge  and  repledge,  from  time  to 
time,  as  collateral  security  for  notes  as  they  may  be  issued. 
Nine  subsidiary  companies  of  the  B.  &  O.,  in  connection  with 
the  same  transaction,  were  authorized  to  issue  underlying  bonds 
aggregating  $927,500. 


R.  I.  A.  &  L.  BONDS 

The  Chicago,  Rock  Island  &  Pacific  has  been  authorized  by 
the  Commission  to  guarantee  $227,000  of  first  mortgage  gold 
bonds  of  the  Rock  Island,  Arkansas  &  Louisiana  Railroad  Com- 
pany, which  are  to  be  used  in  full  payment  of  indebtedness  of 
the  R.  I.  A.  &  L.  to  the  Rock  Island. 
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MA.  FIT  MAN'S 


Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  In  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET  US  SEND  YOU  SAMPLE  PAGES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 


Pacific  —  Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owner*) 

Steel   Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  LAKE  HECTOR,  Sailing  (ran  New  Orleans  July  28th 
S.S.  LAKE  GUNNI,  Sailing  from  Galvesfon  August  10th 

Sailing  from  New  Orleans  August  15th 
S.S.   IRIS,  Sailing  from  New  Orleans  August  25th 
S.S.  ALVARADO,  Sailing  from  New  Orleans  September  10th 

Rates  quoted,  bookings  and  other  information  furnished  upon  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

Gilveston,  Texas      Texas  City        New  York  City       San  Francisco,  Calif. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide.  Inc.,  Rochester,  New  York 


NEW  YORK.  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


Publishers  of  Loose  Leaf  Freight  Rate  Issues 

—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Tru.t  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Mun.ey  Bldg. 
SAN  FRANCISCO,  CAL-,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Co. 

312-314-316  WILLIAMSON  STREET  P.  0.  Box  985 

General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broken — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone)  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage       Forwarding       Carload  Distribution 

Excellent  facilities  (or  reshlpplng  without  cartage.  Inmraa**  -mi. 
11  cents.  Members  of  American  Warehousemen's  AamoclatloL  ao> 
American  Chain  of  Warehouses. 


B.    R.    A    P. 


Write  for  particular*. 
WAREHOUSE,    Inc.  KINO   AND    MAPL*    »T«. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Spice  —  Fireproof  —  Bonded—  $200,800  CipiUl 
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TRANSPORTATION  OF  EXPLOSIVES 

The  Traffic  World  Washington  Burcay 

Rules  and  regulations  governing  the  transportation  of  ex- 
plosives and  other  dangerous  articles  are  to  be  published  as 
tariffs  and  the  Bureau  6f  Explosives  of  the  American  Railway 
Association,  30  Vesey  Street,  New  York,  will  probably  be  made 
the  agent  for  their  publication.  The  Commission  so  announced 
in  a  circular  made  public  July  13,  which  has  been  sent  to  all 
common  carriers  subject  to  its  jurisdiction.  In  that  circular  the 
Commission  said: 

In  the  interest  of  safety  and  in  view  of  the  requirements  of  the 
statute,  it  is  important  that  the  regulations  should  be  given  tne 
widest  publicity.  For  convenience  of  tariff  reference  and  in  the  in- 
terest of  accuracy  and  authoritative  publication  such  publicity  may 
and  should  take  the  form  of  a  separate  tariff  duly  filed  with  the  t 
mission  by  all  carriers  affected  and  regularly  posted  under  the  Pr9" 
visions  of  section  6  of  the  interstate  commerce  act.  Such  a  tantt 
riirular  may  be  most  economically  prepared  and  filed  by  a  joint  agent 
acting  under  powers  of  attorney  granted  by  the  respective  lines.  Ine 
Bureau  of  Explosives,  30  Vesey  Street,  New  York,  N.  Y.,  has  ex- 
pressed willingness  to  undertake  publication  and  filing  upon  due  exe- 
cution of  appropriate  powers  of  attorney,  and  classification  commit- 
tees have  endorsed  that  plan  of  publication.  The  bureau  is  in  con- 
stant touch  with  shippers  and  carriers,  and  seems  peculiarly  fitted 
to  act  as  joint  agent  in  this  matter.  The  Commission  has  no  especial 
preference,  but  makes  free  to  express  the  thought  that  publication 
and  filing  by  the  bureau  will  be  found  more  economical  and  satis- 
factory. It  will  expect  publication  and  filing  in  tariff  form  within  a 
reasonable  time.  It  will  afford  the  carriers  a  reasonable  opportunity 
to  formulate  their  plan  of  publication,  but  some  plan  must  be  decided 
upon  and  put  into  effect  promptly. 

Conference  ruling  No.  106  of  November  9,  1908,  concerning  tariffs 
for  the  transportation  of  explosives,  has  been  rescinded. 

RATES  ON^AGREED  VALUES 

The  Traffic  World  Washington  Bureau 

In  Released  Rates  Order  No.  331,  dated  July  8,  but  not  made 
public  until  July  13,  the  Commission  prescribed  the  rules  to  be 
observed  by  carriers  in  making  applications  for  permission  to 
make  rates  based  on  values,  of  the  freight  to  be  transported, 
other  than  ordinary  live  stock.  The  rules  show  what  information 
is  to  be  furnished,  as  follows: 

First.  That  each  application  shall  show  the  names  of  the  carrier 
or  carriers  for  and  on  behalf  of  which  it  is  made,  or  if  made  on 
behalf  of  all  carriers  parties  to  a  particular  tariff  or  classification 
may  refer  by  I.  C.  C.  number  to  such  tariff  or  classification. 

Second.  That  the  existing  and  the  proposed  rules,  regulations, 
rates  or  ratings  must  be  plainly  set  forth;  mere  reference  to  existing 
rules,  regulations,  rates  or  ratings  will  not  suffice. 

Third.  That  when  applications  are  based  upon  special  circum- 
stances and  conditions,  upon  existing  rules  or  regulations  respecting 
analogous  commodities,  or  rates  or  ratings  thereon,  or  upon  rules, 
regulations,  rates  or  ratings  applying  in  other  localities  or  territories, 
or  applicable  via  the  lines  of  other  carriers,  full  information  respect- 
ing such  special  circumstances  and  conditions  or  existing  rules,  regu- 
lations, rates  or  ratings  must  be  given. 

Fourth.  That  in  referring  to  existing  rules,  regulations,  rates  or 
ratings,  the  I.  C.  C.  numbers  of  the  tariffs  or  classifications  in  which 
same  are  published  shall  be  shown. 

Fifth.  That  carriers  shall  recite  fully  in  their  applications  all 
further  information  in  connection  with  any  facts  that  are  presented 
as  justifying  the  authorization  sought. 

Sixth.  That  where  authority  has  been  granted  under  the  20th 
section  of  the  act  to  establish  and  maintain  rules,  regulations,  rates 
cr  ratings  dependent  upon  value  declared  in  writing  by  the  shipper 
or  agreed  upon  in  writing  as  the  released  value  of  property,  changes 
in  rates,  ratings  or  carload  minimum  weights,  may  be  established 
thereafter  and  filed  under  authority  of  the  original  order  without 
securing  new  released  rate  orders:  provided,  that  the  rules,  regulations 
or  descriptions  of  the  commodity  or  commodities  to  be  affected,  or 
the  declared  or  agreed  value  or  values  on  which  same  are  dependent, 
are  not  changed:  and  provided,  further,  that  additional  routes  or 
points  of  origin  or  destination  are  not  added. 

Seventh.  That  rates  dependent  upon  value  filed  under  authority 
of  released  rate  orders  shall  show  in  connection  therewith  the  fol- 
lowing notation:  "Rates  herein  based  on  value  of  the  commodity 
have  been  authorized  by  the  Interstate  Commerce  Commission  in 

Released  Rates  Order  No.  of  (insert  date),  subject  to  complaint 

or  suspension." 

Eighth.  That  four  copies  of  each  application  shall  be  filed,  one 
of  which  must  be  under  seal. 


held  by  a  protective  committee  of  bondholders  which  caused 
the  organization  of  the  holding  company  to  hold  the  stock  of 
the  Denver  &  Rio  Grande  Western  and  the  Western  Pacific. 

In  its  report  the  Commission  said  the  propriety  of  many  of 
the  transactions  between  the  old  Denver  company  and  the  West- 
ern Pacific  has  been  questioned.  With  a  view  to  making  a  com- 
prehensive report  on  the  transactions  in  question  and  to  making 
such  orders  as  may  be  proper  with  respect  to  the  issuance  of 
securities  by  and  the  accounts  and  practices  of  the  companies 
concerned,  the  Commission  entered  an  order  in  No.  12922,  In  re 
accounts,  financial  operations  and  practices  of  Western  Pacific 
Railway  Company  and  others,  providing  for  an  investigation  of 
the  questions  raised. 

Commissioner  Eastman  dissented,  with  Commissioner  Camp- 
bell concurring  therein,  on  the  ground  that  acquisition  by  the 
holding  company  of  the  stock  of  the  Denver  &  Rio  Grande  West- 
ern is  subject  to  paragraph  2  of  section  5  of  the  act,  and  also 
that  it  would  be  better  for  the  property  of  the  old  Denver  & 
Rio  Grande  to  remain  in  the  hands  of  a  receiver  pending  the 
results  of  the  investigation  instituted  by  the  Commission.  Com- 
missioner McChord  said  he  concurred  in  the  majority  report 
except  that  he  was  of  the  opinion  that  the  holding  company  was 
subject  to  the  provisions  of  paragraph  2  of  section  5. 

MERIDIAN  CASE  SETTLED 

The  Traffic  World  Washington  Bureau 

The  defendants'  petition  for  rehearing  of  No.  9560,  Meridian 
Traffic  Bureau  vs.  Southern  Ry.,  Director-General,  et  al.,  has  been 
denied.  This  denial,  it  is  believed,  brings  to  an  end  a  litigation 
that  has  been  going  on  for  more  than  four  years. 

Earnest  protest  against  further  delay  in  the  execution  of  the 
order  of  the  Commission  was  made  by  Otis  B.  Kent  and  C.  W. 
Hayward,  attorneys  for  the  complaining  city.  They  protested 
against  the  fact  that  obedience  to  the  order  of  the  Commission 
would  have  far-reaching  results,  being  made  an  excuse  for  fur- 
ther delay  in  lining  up  the  rates  in  Alabama  in  accordance  with 
the  order  of  the  Commission.  They  said  it  was  inconceivable 
that  the  railroads  could  not,  if  they  had  tried,  line  up  their  rates 
as  ordered. 

Under  the  order  of  the  Commission,  undue  prejudice  against 
Meridian  must  be  removed  on  or  before  August  1.  The  com- 
plaining city,  in  its  memorandum  against  re-opening,  called  at- 
tention to  the  fact  that  the  order  left  it  optional  with  the  car- 
riers whether  they  would  reduce  their  interstate  rates,  advance 
their  locals,  or  split  the  difference.  The  complainant  contended 
that  it  made  no  difference,  even  if  important  lines  in  Alabama 
were  not  defendants  in  the  case. 


D.  &  R.  G.  REORGANIZATION 

The  Traffic  World  Washington  Bureau 

Reorganization  of  the  Denver  &  Rio  Grande,  in  accordance 
with  the  plans  of  the  Denver  &  Rio  Grande  Western  Railroad 
Company  and  the  Western  Pacific  Railroad  Corporation,  will  be 
permitted  under  an  order  by  the  Commission  authorizing  the 
Denver  &  Rio  Grande  Western  Railroad  Company  to  issue  300,- 
000  shares  of  common  capital  stock  without  nominal  or  par 
value. 

The  Commission  held,  however,  that  the  proposed  acquisi- 
tion of  all  the  outstanding  capital  stock  of  the  Denver  &  Rio 
Grande  Western  by  the  Western  Pacific  Railroad  Corporation,  a 
holding  company,  was  not  within  the  scope  of  paragraph  2  or 
paragraph  6  of  section  5  of  the  interstate  commerce  act.  It  also 
held  that  the  proposed  acquisition  and  operation  by  the  Denver 
&  Rio  Grande  Western  of  the  lines  of  the  Denver  &  Rio  Grande 
was  not  within  the  scope  of  paragraph  18  of  section  1  of  the 
act.  Therefore,  no  other  certificate  will  be  required  to  enable 
the  companies  to  execute  their  plan  of  reorganization. 

The  300,000  shares  of  capital  stock  will  be  used  to  acquire 
the  title  to  the  property  of  the  old  Denver  &  Rio  Grande  now 


CONSTRUCTION  PERMISSION  DENIED 

Th-  Traffic   World   Washington  Bureau 

On  resubmission  of  the  application  of  the  Golden  Belt  Rail- 
road Company  of  Kansas  for  a  certificate  of  public  convenience 
and  necessity  authorizing  the  construction  of  a  new  line  of  rail- 
road betwen  Great  Bend  and  Hays,  Kan.,  the  Commission  has 
affirmed  its  denial  of  the  application. 

The  applicant  urged  that  the  new  line  would  enable  wheat 
growers  to  ship  their  product  to  Gulf  ports  instead  of  to  more 
distant  eastern  points;  that  prices  of  grain  at  Chicago  and  Kan- 
sas City  have  been  manipulated  to  the  detriment  of  growers; 
that  there  would  be  considerable  passenger  travel  between  points 
in  southern  Kansas  and  Hays;  and  that  the  new  line  would  ma- 
terially shorten  the  wagon  haul  for  a  considerable  number  of 
farmers. 

"The  facts  set  out  by  the  applicant,"  the  Commission  said, 
"do  not  disclose  any  practical  advantage  in  hauling  grain  to 
Gulf  ports,  or  any  good  reason  why  existing  lines  cannot  take 
care  of  the  traffic  if  such  advantage  exists.  It  is  not  to  be 
expected  that  a  passenger  traffic  of  the  character  anticipated 
by  the  applicant  will  prove  of  much  value  from  the  standpoint 
of  revenues.  The  remaining  advantage,  that  of  shortening  the 
wagon  haul  within  a  certain  area,  would,  no  doubt,  be  substan- 
tial, but,  'as  we  pointed  out  in  our  former  report,  the  area  to 
which  that  advantage  might  accrue  is  so  circumscribed  as  to 
indicate  that  the  revenues  from  tonnage  obtained  therefrom 
would  be  insufficient  to  pay  costs  of  operation  and  fixed  charges." 


S.  R.  &  W.  NEW  CONSTRUCTION 

The  Susquehanna  River  &  Western  Railroad  Company,  in  a 
petition  filed  with  the  Commission,  asks  authority  (o  construct 
and  operate  a  branch  line  from  Bloomfield  Junction,  Pa.,  t 
Blain,  Pa.,  a  distance  of  approximately  17  miles,  all  in  Perry 
county.  The  territory  through  which  the  proposed  line  is  to  be 
extended  is  a  rich  and  prosperous  agricultural  community  and 
there  abound  on  the  outskirts  thereof  valuable  timber  and  min- 
eral properties  greatly  in  need  of  transportation,  the  company 
states.  Abandonment  of  a  short  line  operated  by  the  Newport 
&  Shermans  Valley  Railroad  Company,  which  operated  in  Perry 
county,  it  is  averred,  will  leave  a  large  part  of  Perry  county 
without  transportation. 
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NOSA  LINE 


Monthly  Sailing!  to  Principal  PorU 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Pauenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitian, 'Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-14  Queen  &  Crescent  Bldg.,  Slew  Orleans.  La. 

New  York  Office:  10  Hanover  St.        ChR-ago  Office:  846  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Nevr  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT   SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Buildin 


Pacific  Mail  Steamship  Co. 

Under  American  Flag  PASSENGERS  AND  FRElGHT-£*fa6/isne<*  1848 

TRANS-PACIFIC  SERVICE 

"The  Sunthine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S,  Shipping  Board 

steamer  Empire  State  (July  30th);  S.  S.  Golden  State 
(August  20th) :  and  pending  delivery  3  other  U.  S.  S.  B.  steamers 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

5.  S.  Creole  State  (August  13th);   S.  S.  Wolverine  State  (September  14th) 
Granite  State  (October  15th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 
Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libert  ad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.5.  Colombia  sails  from  San  Francisco  July  20th.  from  Baltimore  Aug.  30th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville.  Savannah,  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Dairen,  Tientsin, 
Shanghai,  Manila,    Saigon,  Singapore,  Calcutta,    Colombo,   Bombay, 

Alexandria,   Bizerta,   Marseilles,   Barcelona,   thence   Baltimore, 
Cristobal,  Los  Angeles  Harbor  and  San  Francisco  (via  Panama  Canal) 

Freight  only.     Monthly  sailings — U.  S.  S.  B.  Steamers 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  port*  of  call 
General  Pattenger  and  Ticket  office:     621  Market  St.,  San  Francitco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agentsi  U.  S.  Shipping  Board 


Old  Glory  is  now 
on  the  Seven  ' 

AMERICAN   SHIPS  ARE  AVAILABLE 
FOR  YOUR  OCEAN  VOYAGE 

New  combination  Passenger  and  Freight  Ships, 

Fast,  Luxurious  Steamers. 

Key  number  beside  ship's  name  indicates  operator 
shown  bottom  of  column. 

EUROPE 

Boulogne  and    London 

From   New  York 

July   12 — August  16 — September  20 — Old  North  State   (169). 
June  28 — August  2— September  6 — Panhandle  State   (169). 
Bremen  and   Danzig 

From    New    York 

July  13 — August  30 — Hudson  (159). 
July  23— September  7— Susquehanna    (159). 

June   16 — July  28 — September   14 — October   20 — Potomac    (169). 
Naples  and  Genoa 

From    New    York 

June  30— August  13— September  24— Pocahontas    (159). 
Plymouth,  Cherbourg  and  Bremen 

From    New    York 

June  22-July  23 — August  24 — September  28— America    (169). 
July   80 — August  27 — September   24 — George   Washington    (159). 

SOUTH  AMERICA 
Rio   de  Janeiro,   Montevideo   and   Buenos   Aires. 

From    New    York 
June  8— Aeolus  (91). 
June  29 — Martha   Washington    (91). 

FAR    EAST 
Honolulu,  Yokohama,  Kobe.  Shanghai,  Manila,  Hongkong 

From  San  Francisco 
July  23— Empire  State   (105). 
August  6 — Golden   State    (105). 
Yokohama,  Kobe,  Shanghai,   Hongkong,  Manila 

From    Seattle 

June  18— Keystone  State   (106). 
July    9 — Silver    State    (106). 
July  30 — Wenatchee    (106). 

HAWAII,  PHILIPPINES,  EAST  INDIA 
Honolulu,  Manila,  Saigon,  Singapore,  Colombo,  Calcutta 
From  San  Francisco 

July   14— Granite  State    (105). 
August  13— Creole  State  (106). 

COASTWISE  AND  HAWAII 

Havana,    Canal,    Los    Angeles,    San    Francisco    and    Hawaiian    Islands 
From   Baltimore 

COASTWISE 
Havana,    Canal,    Los    Angeles,    San    Francisco 

From    Baltimore 
June  25— Empire  State   (105). 


80  Matson  Navigation  Co. 

120  Market  Street, 

San    Francisco.    Cal. 

26  South  Gay  Street,  Baltimore,  Md. 
91   Munson  Steamship  Line, 

67  Wall  Street.  N.  Y.. 

Tel.  Bowling    Green  3300. 

105  Pacific  Mail  S.  S.  Co. 
10  Hanover  So...  N.  Y. 
Tel.    Bowling   Green     4630. 

621  Market  Street,  San  Francisco.   Cal. 

106  The  Admiral  Line, 

17  State  Street.  N.  Y. 
Tel.    Bowling    Green    662S. 
L.  C.  Smith  Bldg..  Seattle,  Wash. 
159    U.   S.    Mail   S.   S.    Co.,    Inc., 
45  Broadway,  N.  Y., 
Tel.    Whitehall    1200. 


U.S.  SHIPPING  BOARD 
Wathinytan.Ot. 
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N.  Y.  C.  CHICAGO  TERMINALS 


The  Traffic  World  Washington  Bureau 
Attorneys  for  the  trunk  line  Interveners  in  finance  docket 
No  1165  which  is  the  application  of  the  New  York  Central  for 
permission  to  buy  the  Chicago  Junction  Railway  and  the  Chi- 
cago River  &  Indiana  Railroad,  have  asked  the  Commission  to 
open  that  case  for  further  hearing  to  the  end  that  they  may 
show  errors  in  exhibits  put  in  by  the  New  York  Central.  They 
assert  they  had  no  opportunity,  before  the  end  of  the  hearing, 
to  check  the  exhibits  of  the  New  York  Central  which  were  put 
in  by  way  of  answer  to  the  contention  of  the  Pennsylvania,  the 
Erie  Baltimore  &  Ohio  and  other  objecting  trunk  lines,  that 
mere  ownership  of  a  terminal  railroad  tends  to  give  the  owner 
thereof  large  tonnage  from  the  industries  on  the  rails  of  the 

The  exhibits  were  intended  to  show  that  the  New  York 
Central  had  not  profited,  in  tonnage,  from  its  partial  ownership 
of  the  Indiana  Harbor  Belt,  at  the  expense  of  other  trunk  line, 
but  that,  on  the  contrary,  its  tonnage  from  points  on  the  Indiana 
Harbor  Belt  had  actually  decreased  after  its  acquisition  of  an 
interest  in  the  belt  road. 

Their  check,  made  at  the  earliest  opportunity,  attorneys  for 
the  trunk  lines  aver,  show  serious  errors  in  addition  and  sub- 
traction, involving,  apparently,  thousands  of  cars  originating  on 
the  Indiana  Harbor  Belt. 

They  desire  to  show  that  the  statistics  of  the  New  York 
Central,  covering  the  war  period,  are  of  less  probative  effect 
than  implied  by  the  fact  of  their  submission. 

MEATS  TO  TEXAS  POINTS 

In  Docket  No.  12646,  Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al., 
hearing  on  which  was  held  before  Examiner  Hosmer  in  Chicago, 
July  9,  the  complainants  asked  the  extension  of  the  so-called 
1716  scale,  prescribed  by  the  Commission  for  application  on 
shipments  of  fresh  meats  and  packing-house  products  from  Kan- 
sas City  to  destinations  in  Louisiana  and  Arkansas  in  22  I.  C.  C. 
160,  to  cover  shipments  of  the  same  commodities  from  Kansas 
City  and  St.  Louis  to  Texas  common  points.  G.  F.  Ford,  of 
the  transportation  department  of  Swift  &  Co.,  asked  that  the 
Commission  also  prescribe  rates  on  those  products  from  East 
St.  Louis  the  same  as  St.  Louis  and  from  St.  Joseph  the  same 
as  from  Kansas  City.  From  South  Omaha,  Sioux  City  and 
South  St.  Paul,  he  said,  the  rates  should  be  fixed  on  differentials 
over  Kansas  City  and  St.  Louis,  these  differentials  to  coincide 
with  those  applying  to  regular  third  and  fifth  class  rates,  in 
which  classes  fresh  meats  and  packing-house  products  move  in 
this  territory. 

He  explained  that  it  would  not,  in  his  opinion,  be  proper 
to  apply  the  1716  scale  all  the  way  from  the  farthest  distant 
points  because,  the  first  200  miles  being  the  most  expensive 
under  the  scale,  it  would  make  the  rates  higher  in  a  territory 
where  transportation  conditions  were  generally  considered  more 
favorable.  The  state  of  Texas,  he  said,  was  practically  sur- 
rounded by  territory  in  which  the  1716  scale  applied  and,  in 
addition,  the  fact  that  Wichita  and  Oklahoma  City  could  ship 
into  Texas  under  that  scale  placed  Kansas  City,  St.  Louis  and 
the  other  points  where  Swift  plants  were  located  at  a  disad- 
vantage. 

The  injustice  of  the  present  rate  adjustment  was  illustrated, 
he  said,  by  the  fact  that  the  rate  on  carloads  of  these  products 
from  Kansas  City  to  Fort  Worth  was  higher  than  the  L.  C.  L. 
rate  from  Wichita  to  the  same  destination.  Also,  he  said,  the 
differentials  at  present  applied  between  the  gateways  and  the 
more  northerly  originating  points  were  in  most  cases  higher 
than  those  generally  accepted  for  third  and  fifth  class. 

J.  C.  Gutsch,  assistant  general  freight  agent  for  the  C.  R.  I. 
&  P.,  and  R.  C.  Trovillion,  similarly  employed  with  the  M.  K. 
&  T.,  repeated  the  plea  made  at  previous  hearings  at  which  the 
extension  of  the  scale  was  prayed  for  by  the  packers — namely, 
that  if  the  Commission  has  in  mind  granting  these  prayers  it 
should  institute  a  general  inquiry  as  to  the  reasonableness  of 
the  1716  scale  as  a  basis  for  fresh  meat,  packing-house  product 
and  live  stock  rates  in  the  Southwest.  Mr.  Gutsch  said  that 
there  were  at  present  16  cases  pending  before  the  Commission, 
involving  the  scale,  totaling  over  $150,000  in  reparation. 

Figures  were  introduced  to  show  the  expense  of  hauling 
fresh  meats  and  packing-house  products,  due  to  the  special  class 
of  equipment,  the  necessity  for  icing  and  the  long  empty  haul 
required.  It  was  also  asserted  that  these  commodities  did  not 
bear  their  proper  share  of  the  total  revenue  of  the  carriers  in- 
volved, considering  their  total  tonnage.  The  loss  and  damage 
claims,  it  was  stated,  were  higher  than  the  average,  and  the 
value  of  meat  per  pound,  on  the  average,  had  increased  a  greater 
percentage  in  the  past  four  years  than  the  freight  rates. 


beyond  was  unjust  and  unreasonable,  in  the  opinion  of  the  com- 
plainants in  No.  12598,  Wilson  &  Co.,  Inc.,  of  Oklahoma  vs.  Direc- 
tor General  et  al.,  hearing  on  which  was  held  before  Examiner 
Howard  Hosmer  in  Chicago,  July  11.  R.  R.  Hargis,  assistant 
traffic  manager  for  the  packing  company,  asked  that  the  Commis- 
sion prescribe  for  application  on  the  movement  the  so-called 
Shreveport  scale,  originated  in  I.  &  S.  958,  48  I.  C.  C.  283.  This 
would  make  the  rate  53  cents  prior  to  General  Order  28,  and  71% 
cents  subsequent  thereto,  and  reparation  was  asked  down  to 
those  amounts  on  192  cars.  Charges  assessed  varied  from  $104.45 
to  $145.90  per  car,  pursuant  to  various  rate  increases  since  the 
beginning  of  the  movement. 

Mr.  Hargis  said  it  had  been  the  intention  to  ask  for  the 
1716  scale,  but  that  the  recent  decision  of  the  Commission  in 
No.  11240,  involving  the  cattle  and  hog  rates  from  Kansas  City 
and  Sioux  Falls  to  Oklahoma  City,  had  been  made  on  the  basis  of 
the  Shreveport  scale  at  the  request  of  the  Director  General.  For 
the  sake  of  consistency  as  well  as  because  it  would  result  in  a 
rate  lower  by  1  cent  than  the  1716  scale,  he  said  the  Shreveport 
scale  would  also  be  satisfactory  to  the  packers  in  the  present 
case.  The  bridge  arbitrary  at  Memphis,  according  to  Mr.  Hargis, 
should  be  taken  care  of  by  adding  20  miles  to  the  haul  for  the 
purposes  of  applying  the  distance  scale  asked,  instead  of  the 
present  practice  of  assessing  a  straight  charge  of  3  cents  per 
hundred  pounds.  The  method  of  adding  20  miles  is  used  at  all  the 
lower  crossings,  he  said,  and,  added  to  the  Nashville-Oklahoma 
City  distance  of  724  miles,  would  leave  it  in  the  same  block  and 
not  change  the  requested  rate. 

J.  C.  Gutsch,  assistant  general  freight  agent  for  the  C.  R.  I. 
&  P.,  objected  to  this  method  of  disposing  of  the  Memphis  bridge 
charge.  He  said  the  bridge  had  cost  as  much  to  build  as  100 
miles  of  ordinary  railroad.  He  made  the  usual  plea  for  an  ex- 
tended investigation  of  live  stock  rates  in  the  Southwest,  to  pre- 
vent the  further  extension  of  the  mileage  scales  which,  he  said, 
were  depressing  already  unduly  low  rates. 

Thomas  M.  Woodward,  attorney  for  the  Director  General, 
said  the  precedent  for  lowering  rates  to  the  level  of  the  1716 
and  Shreveport  scales  and  the  allowing  of  reparation  down  to 
their  levels  was  established  by  the  Commission  in  the  Sulz- 
berger  case,  docket  No.  8232  (55  I.  C.  C.  691),  in  which  the  1716 
scale  was  prescribed  for  application  from  Kansas  City  to  Okla- 
homa City.  He  said  that  that  case  had  been  poorly  defended 
by  the  Director  General,  he  having  a  mistaken  idea  of  its  im- 
portance. Now,  however,  it  is  the  intention  to  request  a  re- 
hearing in  order,  if  possible,  to  secure  a  reversal  and  save 
some  of  the  $150,000  in  reparation  which  is  at  stake  in  about  1C 
cases  at  present  pending. 

W.  L.  Nichols,  assistant  general  freight  agent  for  the  N.  C. 
&  St.  L.,  testified  as  to  the  depressed  condition  of  the  Nashville- 
Memphis  factor  of  $37.50  per  car,  which  he  said  was  low  on  ac- 
count of  actual  and  potential  water  competition  and  the  desire 
on  the  part  of  the  railroads  in  the  past  to  build  up  the  live  stock 
industry  in  Tennessee.  In  addition,  he  said,  the  practice  in  years 
gone  by  of  driving  cattle  to  market  had  something  to  do  with 
the  low  level  of  the  factor.  "In  the  past,"  he  said,  "it  has  often 
been  possible  to  ascertain  the  condition  of  the  road  between  two 
points  by  a  glance  at  the  live  stock  tariff." 


PETITIONS  FOR   REHEARING 

Complainant  in  No.  10950,  Acme  Cement  Plaster  Co  vs. 
Director-General,  A.  T.  &  S.  F.  et  al.,  No.  10951,  Same  vs.  Di- 
rector-General, Quanah  Acme  &  Pacific  Ry.  Co.  et  al.,  No.  10951 
(Sub-Nos.  1  and  2),  Same  vs.  Same,  and  No.  10952,  Same  vs. 
Same,  has  asked  the  Commission  to  grant  a  rehearing  and  to 
have  the  cases  decided  by  the  full  Commission. 

Complainant  in  No.  12293,  W.  L.  Moody  Cotton  Co.  vs.  Direc- 
tor General,  I.  &  G.  N.  Ry.  et  al.,  has  asked  the  Commission  to 
grant  a  rehearing. 


CHANGE    IN    DOCKET 

Hearing  in  I.  and  S.  1352,  Southern  quarantine  cattle  at  Jer- 
sey City  and  New  York,  assigned  for  July  15  at  Chicago,  was 
cancelled. 

Hearing  in  12536,  the  Automobile  Gasoline  Co.  vs.  Director- 
General,  C.  C.  C.  &  St.  L.  et  al.,  assigned  for  July  12  at  St.  Louis, 
was  reassigned  for  July  16  at  St.  Louis  before  Examiner  Mc- 
Quillan. 

Argument  in  No.  11848,  Apache  Cotton  Oil  &  Mfg.  Co.  vs. 
Director-General,  Arkansas  Western  et  al.,  assigned  for  July 
16  at  Washington,  was  canceled. 


HOGS,  NASHVILLE  TO  OKLAHOMA  CITY 

The  assessing  of  a  rate  on  hogs,  single  deck,  from  Nashville 
to  Oklahoma  City,  made  up  of  a  combination  of  a  per  car  from 
Nashville  to  Memphis  and  a  rate  in  cents  per  hundred  pounds 


C.   R.   I.  &   P.   LOAN 

The  Chicago,  Rock  Island  &  Pacific  has  been  authorized  by 
the  Commission  to  issue  rent  notes  for  not  exceeding  $6,470,- 
230.80  under  a  contract  with  the  National  Railway  Service  Cor- 
poration for  the  procurement  of  equipment  and  to  assume  ob- 
ligation or  liability  as  indorser  and  guarantor  in  respect  of 
obligations  of  the  service  corporation  to  the  United  States  for 
a  loan  of  $1,568,540,  to  be  applied  on  the  purchase  price  of  the 
equipment  which  has  been  approved  by  the  Commission.  The 
company  also  was  authorized  to  pledge  its  securities  with  the 
Secretary  of  the  Treasury  for  a  loan. 
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Tra.de  Murk 


WEST  VIRGINIA 
COMPANTS 

ever\teei\  Mills 


To  the  Progressive 
Traffic  Manager 

Have  you  ever  had  it  proved 
to  you  that  West  Virginia 
mechanically  hardened  Fibre 
is  much  more  durable  than 
ordinary  container  fibre  ? 

It  is  puncture  proof — water 
resisting — and  can  be  worked 
to  shapes  of  various  sizes 
without  loss  of  strength. 

For  special  corner,  side  and 
end  protectors,  it  has  no 
equal  for  durability  and 
strength. 

A  special  service  department 
is  maintained.  We  should 
be  glad  to  have  you  consult 
it  about  your  package  prob- 
lem. 

Pulp  Products  Dept. 
West  Virginia  Pulp  &  Paper  Co. 


732  Sherman  Street, 


Chicago,  III. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-on*  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.r  A-l  Ste.l  St..m.r.) 

SS  "WEST  KEATS"  July  18 

SS  "WEST  NIVARIA"  August  8 

SS  "VINITA"  August  29 

SS  "WEST  KADER"  September  19 

Transhipment   at   Shanghai   to   American    River  steamers   for 

Nanking.    Pukow,    Hankow    and     other    open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -  TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Pa»o,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  sc'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Bai  >kl  Corporation,  Colorado  Building,  Washington,  D.  C. 


Application   of   Lumber  Rates  on  Veneer 

Illinois.— Question:  Western  Lumber  Tariff  No.  3,  I.  C.  C. 
A-193,  names  rates  on  lumber  and  other  forest  products,  car- 
loads, from  Alabama,  Florida,  etc.,  to  Ohio  River  crossings, 
Illinois,  Indiana,  etc.,  subject  to  Southern  Classification. 

Please  advise  if  l/16th-inch  rotary  cut  thin  lumber  is  en- 
titled to  lumber  rates  as  specified  in  above  named  tariff,  also 
if  1/16-inch  rotary  cut  thin  lumber  when  billed  as  veneer  would 
be  entitled  to  lumber  rates  in  above  named  tariff.  In  other 
words,  what  thickness  of  lumber,  or  veneer  billed  as  thin  lum- 
ber, and  thin  lumber  billed  as  veneer,  are  entitled  to  lumber 
commodity  rates  in  tariffs  governed  by  the  Southern  Classifica- 
tion and  in  which  tariffs  the  commodity  description  does  not 
specify  thickness. 

Answer:  The  Century  Dictionary  and  Cyclopedia  defines 
"Veneer"  as  a  thin  piece  of  wood  of  a  choice  kind  laid  upon 
another  of  a  more  common  sort  so  as  to  give  a  superior  ap- 
pearance to  the  original  so  treated,  as  a  piece  of  furniture. 
Unless  veneer  is  an  article  which  by  common  usage  of  the  term 
and  by  freight  classification,  is  a  separate  and  distinct  article 
from  what  is  termed  lumber,  although  it  does  not  appear  from 
the  above  definition  nor  from  the  description  carried  in  the 
classification  that  it  has  characteristics  by  which  it  can  be  set 
apart  from  other  lumber,  as  it  is,  in  fact,  nothing  but  thin  lum- 
ber, somewhat  more  valuable  than  lumber  of  greater  thickness, 
particularly  where  less  than  1/16  of  an  inch  in  thickness,  then, 
unless  a  commodity  rate  excludes  lumber  or  veneer  of  a  thick- 
ness of  1/16  of  an  inch  or  less,  we  are  of  the  opinion  that  the 
lumber  rates  should  apply  thereon.  It  will  be  observed  that 
although  the  classification  rating  for  lumber  or  veneer  1/16 
of  an  inch  or  less  in  thickness,  as  per  item  22,  page  256  of 
Consolidated  Classification  No.  2,  is  higher  than  the  ratings 
on  the  other  lumber  or  veneer  items  shown  on  that  page,  no 
distinction  is  made  in  item  22  between  lumber  and  veneer,  the 
word  "or"  being  used,  which  word  is  properly  used  where  two 
synonymous  terms  are  used  for  the  same  article  or  commodity. 

In  its  report  in  Docket  6190,  Underwood  Veneer  Co.  vs.  Ann 
Arbor  R.  R.  et  al.,  32  I.  C.  C.  265,  the  Commission  authorized 
the  application  of  higher  rates  on  veneer  than  on  lumber,  but 
in  its  General  Investigation  of  Rates  on  Lumber  and  Lumber 
Products,  52  I.  C.  C.  598,  the  Commission  finds  that  veneer 
should  not  pay  a  higher  rate  than  lumber. 

Damages— Measure  of,  for  Loss  of  or   Injury  to  Goods 

Kentucky. — Question:  The  writer  is  very  much  interested 
in  your  answer  to  "Washington"  on  page  96  of  the  July  10 
Traffic  World,  in  reference  to  determining  the  market  value  of 
shipment  at  destination.  Also  your  answer  to  "Oregon"  on 
page  217  in  the  July  31,  1920,  issue,  headed  "Paying  Claims  on 
Basis  of  McCaull-Dinsmore  Case." 

What  I  am  trying  to  get  at  is  just  what  we  would  be  en- 
titled to  in  case  of  loss  of  shipment  or  partial  loss,  or  damaged 
shipment,  that  we  purchase  from  the  manufacturer  that  is 
shipped  direct  to  ourselves  at  Louisville. 

We,  being  the  largest  jobbers  of  our  line  in  this  territory, 
I  am  under  the  impression  the  market  value  would  be  our 
catalogue  sale  price  to  our  customer,  and  not  the  manufac- 
turer's invoice  price  to  us.  If  it  is  your  opinion  that  we  are 
entitled  to  our  sale  price  to  our  customer,  please  advise  if  there 
have  been  any  decisions  rendered  in  reference  to  same  in  the 
past. 

Answer:  The  value  at  destination  to  be  used  as  a  basis 
for  arriving  at  the  amount  of  damage  in  case  of  the  loss  of  or 
injury  to  goods  is  the  market  value,  providing  there  is  a  market 
value  for  the  goods  in  question.  While  it  seems  to  be  clearly 
settled  that  in  the  event  of  loss  or  damage  or  delay  to  a  carload 
shipment  (see  K.  C.  &  M.  Ry.  Co.  vs.  Payne,  38  S.  W.  367;  C. 
R.  I.  &  P.  Ry.  Co.  vs.  Roe,  86  Pac.  441,  and  C.  N.  O.  &  T.  P. 
vs.  Hansford  &  Sons,  100  S.  W.  251),  that  the  owner  is  entitled 
only  to  the  wholesale  market  value,  decisions  are  lacking  to 
clearly  show  what  the  measure  of  damages  is,  in  the  event 
only  a  small  portion  of  a  carload  shipment  is  lost  or  damaged, 
or  what  the  measure  of  damages  is  for  loss  of  or  damage  to 
a  less-than-carload  shipment;  that  is,  whether  in  the  event  there 
is  a  market  value  at  destination  the  owner  is  entitled  to  the  re- 


tail price  or  only  to  the  wholesale  price.  The  courts,  in  their 
decisions,  speak  generally  only  of  the  market  value  without  des- 
ignating it  as  either  the  wholesale  or  the  retail  market  value. 

The  invoice  value  plus  freight  charges,  in  the  majority  of 
cases,  will  make  the  owner  whole,  although  it  is  true  he  may 
lose  the  sale  of  goods  as  a  result  of  the  carrier's  loss  of  or 
injury  to  the  goods,  in  which  case  he  would  lose  his  profit,  as- 
suming that  he  could  have  sold  the  goods  had  they  not  been 
lost  or  damaged,  the  amount  of  his  profit  being  measured  by 
the  difference  between  the  invoice  price  of  the  goods  to  him 
and  the  catalogue  price  of  the  goods  to  his  customer  minus  .the 
cost  of  marketing.  In  the  absence  of  decisions  which  pass  upon 
this  specific  point  it  is  impossible  to  state  what  the  law  really 
is  as  to  this  phase  of  the  liability  of  the  carrier  for  loss  or 
damage  to  goods. 

Damages — Measure  of 

Michigan. — Question:  On  February  11,  1920,  one  of  our 
salesmen  took  an  order  for  a  range  which  was  not  shipped  for 
various  reasons  until  October.  Between  the  date  the  order  was 
taken  and  the  time  it  was  shipped  there  were  three  advances 
in  price  and  the  price  of  the  range  ordered  was  increased  about 
$25. 

The  shipment  was  interstate  and  was  damaged  in  transit 
beyond  repair  and  a  claim  was  filed  for  the  amount  the  range 
would  have  cost  had  it  been  sold  on  the  date  of  shipment.  The 
claim  was  supported  by  an  invoice  for  $25  less  than  the  amount 
of  the  claim  and  the  carriers  are  asking  that  we  reduce  the 
amount  to  the  invoice  value.  The  original  invoice  value  is  the 
amount  we  would  have  received  had  the  shipment  reached  des- 
tination in  good  condition,  and  we  kindly  ask  your  opinion  as 
to  which  amount  we  should  charge  on  our  claim. 

We  understand  from  various  articles  that  you  have  printed 
in  your  Traffic  World  that  had  the  price  of  the  range  declined 
between  the  date  of  shipment  and  the  date  of  delivery  that  we 
would  have  had  to  stand  the  difference,  and  it  is  the  writer's 
opinion  that,  in  this  case,  our  claim  is  filed  for  the  correct 
amount. 

What  does  the  paragraph  in  the  bill  of  lading  contract  re- 
ferring to  value  at  time  and  place  of  shipment  mean,  the  invoice 
value  or  prices  prevailing  at  that  time? 

Answer:  At  the  present  time  the  bill  of  lading  does  not 
contain  a  provision  fixing  the  measure  of  damages  in  case  of 
loss,  injury  or  delay  to  goods  at  the  value  at  time  and  place 
of  shipment,  this  provision  of  the  bill  of  lading  having  been 
eliminated  shortly  after  the  decision  of  the  Supreme  Court  of 
the  United  States  in  the  McCaull-Dinsmore  case,  the  court,  in 
its  decision  in  that  case  having  found  the  provision  to  be  a 
limitation  of  the  liability  of  the  carrier  and  therefore  unlawful 
and  void  as  being  in  contravention  of  the  Cummins  amend- 
ment. 

While  the  common-law  rule  is  that  the  measure  of  damages 
in  case  of  loss  or  injury  to  goods  is  the  market  value  of  the 
goods  at  destination  at  the  time  of  arrival,  or  at  the  time  they 
should  have  arrived  in  the  usual  course  of  transportation,  and 
this  was  the  amount  to  which  the  court  in  the  McCaull-Dinsmore 
case  found  the  claimant  therein  entitled,  that  case  did  not  in- 
volve a  breach  of  contract  covering  a  shipment  of  goods  to  a 
purchaser  for  a  fixed  price.  As  we  stated  in  our  answer  to 
"Minnesota"  in  the  July  2  issue  of  The  Traffic  World,  there 
have  not  been,  so  far  as  we  can  determine,  any  great  number 
of  cases  decided  which  pass  specifically  upon  the  liability  of 
a  carrier  in  the  event  goods  are  shipped  to  a  purchaser  in 
compliance  with  an  order  for  goods  at  a  fixed  price.  However, 
in  such  cases  as  we  have  been  able  to  locate  which  do  pass 
specifically  upon  this  question,  it  has  been  held  that  where 
goods  are  shipped  in  pursuance  of  a  sale  thereof  at  a  stipulated 
price  which  is  less  than  the  market  price  at  destination,  dam- 
ages for  loss  or  injury  must  be  estimated  on  the  basis  of  the 
price  to  be  received  under  the  contract  of  sale.  International, 
etc.,  R.  Co.  vs.  Parke,  169  S.  W.  297;  Mo.,  etc.,  R.  Co.  vs.  Wither- 
spoon,  45  S.  W.  424;  Louisville,  etc.,  R.  Co.  vs.  Hartwell,  36 
S.  W.  183,  38  S.  W.  1041;  Mangin  vs.  Dinsmore,  62  N.  Y.  35, 
20  Am.  Rep.  442. 

Ordering  of  Cars  for  Perishables 

Ohio. — Question:  Some  time  ago  there  was  shipped  us  from 
California  carload  shipment  of  grapes,  which  arrived  in  ven- 
tilator car  and  in  very  bad  order. 

Upon  entering  claim  with  the  carrier,  we  were  advised  that 
claim  could  not  be  honored,  owing  to  the  fact  that  shipper  used 
a  ventilator  instead  of  a  refrigerator  car,  this  lack  of  protection 
causing  the  damage.  At  the  same  time,  the  railroad  company 
admitted  that  shipper  ordered  a  refrigerator  car,  but  on  account 
of  the  railroad  company  being  unable  to  furnish  this  equipment 
finally  were  forced  to  use  a  car  unsuitable  for  transportation 
of  a  perishable  commodity  for  such  a  long  distance. 

We  would  like  to  have  your  opinion  if  the  carrier  is  cor- 
rect in  declining  the  claim  or  if  said  carrier  can  be  held  liable 
in  the  first  place  for  inability  to  furnish  proper  equipment  and 
in  the  second  place  for  accepting  the  shipment  in  ventilator 
car,  no  limitation  being  made  as  to  carrier's  liability. 

Answer:     Rule    35    of    Perishable    Protective    Tariff   No.   1, 
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GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21»t   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distributi 


ion 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY    Inc   LEE  G-  WILEY>  M*n-*°r-  GALVESTON 

*  V^l^      \_Vym\^ILil!    1  I\.rt.  1  IV^ll       \^W1V11    f\l1    1   ,       IRC.  M«mb«rs  of  lh«  AmnkM  W«.houi«min',  A.soci.hon 
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J.  E.  Fairbanks'  I.  C.  C.  6,  provides  that  orders  for  cars  desired 
for  loading  must  be  filed,  with  reasonable  advance  notice,  by 
shippers  with  the  originating  carirer's  agent  and  must  be  given 
in  writing  (or,  if  given  orally,  or  by  telephone,  must  be  con- 
firmed in  writing)  and  must  specify  the  type  of  car  (refrig- 
erator, ventilator,  box,  etc.)  and  character  of  carrier's  service 
desired.  There  is  a  note  in  rule  80  of  the  same  tariff  which 
reads:  "If  the  shipper,  under  the  provisions  of  rule  35,  orders  a 
car  of  a  particular  type  and  specifies  the  protective  service 
desired  in  accordance  with  the  provisions  of  rule  80,  and  the 
carrier  is  unable  within  a  reasonable  time  to  furnish  the  type 
of  car  ordered,  the  shipper  may  accept  a  car  of  another  type 
without  waiver  of  his  right  to  the  kind  of  protective  service  he 
has  specified." 

To  secure  the  benefits  of  rule  80,  two  things  must  be  done, 
first,  to  give  carrier  reasonable  advance  notice  specifying  the 
type  of  car  desired;  second,  to  wait  a  reasonable  time  in  case 
the  carrier  is  unable  to  furnish  the  necessary  equipment  at  the 
time  specified  in  the  order.  So,  if  the  shipper  has  failed  to 
comply  with  these  tariff  requirements,  he  is  precluded  from  re- 
covering for  the  damage  done  unless  it  can  be  shown  that  such 
damage  was  caused  by  the  carrier's  negligence. 

Abandonment  of  Goods  Account  of   Damage 

California. — Question:  Our  firm  makes  shipment  for  a  cus- 
tomer of  two  cases  of  crockery,  which  cases  were  shipped  in 
bond  to  a  firm  in  New  York,  who  in  turn  were  to  export  them 
to  South  America.  The  cases  were  pilfered  and  goods  damaged 
and,  as  a  result,  the  New  York  firm  refused  to  accept  shipment. 

When  this  shipment  arrived  in  New  York  it  went  into  the 
bonded  warehouse  and  was  inspected.  In  the  meantime  condi- 
tions took  a  slump  in  South  America  and  the  market  for  this 
commodity  was  removed. 

It  is  important  to  know  that  there  never  is  a  market  for 
this  commodity  in  this  country  and  it  is  used  for  export  only. 
On  behalf  of  the  customer  claim  was  filed  with  the  railroad  on 
the  basis  that  the  shipment  was  no  good  to  us  in  New  York,  be- 
cause there  was  no  market  and,  further,  that  the  goods  had  been 
damaged  and  the  shipment  held,  the  export  market  had  been 
removed. 

The  railroad  maintains  that  they  are  only  liable  for  the 
actual  loss  which  resulted  from  damage  and  pilfering.  We  have 
put  a  claim  before  the  railroad  on  one  of  these  two  bases,  either 
that  the  carrier  pay  for  the  entire  shipment  and  take  possession 
of  it,  or  that  we  pay  the  duty  and  dispose  of  the  goods  to  the 
best  advantage  and  the  carrier  make  up  the  difference.  Kindly 
state  what  grounds  we  have  for  claim  and  under  what  authority. 
Citation  of  a  similar  case  would  be  appreciated. 

Answer:  The  weight  of  authority  is  to  the  effect  that  where 
goods  are  injured  during  transportation,  or  part  of  them  are  lost, 
the  consignee  cannot  abandon  the  consignment  and  sue  for  the 
full  value,  but  must  accept  the  goods  as  tendered,  or  the  portion 
tendered,  and  sue  for  damage.  This  rule  is,  however,  subject  to 
the  limitation  that  where  the  goods  are  so  materially  damaged 
as  to  destroy  their  value,  the  consignee  may  refuse  to  accept 
and  sue  for  the  full  value,  since  in  that  event  nothing  that  the 
consignee  might  do  would  lessen  the  loss  and  so  diminish  the 
carrier's  liability.  In  the  instant  case  the  liability  of  the  carrier 
depends  upon  whether  or  not  the  shipment  had  any  value  at 
the  time  of  its  arrival  in  New  York. 

Liability  of  Carrier  for  Concealed   Loss. 

Indiana. — Question:  Recently  we  have  several  shipments  of 
childs'  overalls  checking  short  from  one  to  two  dozen  upon  ar- 
rival at  destination  and  we  filed  claim  for  this  loss,  which  the 
carriers  refuse  to  pay,  inasmuch  as  they  hold  clear  receipt. 

The  goods  being  delivered  with  a  clear  receipt,  shortage  not 
noted  until  same  being  unpacked  by  consignee  and  the  consignee 
being  ignorant  of  the  regulations  relative  to  notifying  carrier 
within  a  reasonable  time,  but  notified  us  of  the  shortage  and 
we  in  turn  filed  claim,  which  the  carriers  refuse  to  honor.  As 
all  goods  are  checked  several  times  while  being  packed  and  are 
delivered  to  carriers  in  first-class  condition,  and  as  the  con- 
signee being  ignorant  of  the  shipping  regulations,  should  in  no 
way  release  the  railways  from  liability,  if  we  can  prove  that  a 
shortage  existed. 

The  carriers  refuse  to  pay,  inasmuch  as  they  were  not  called 
upon  to  make  inspection.  Kindly  advise  what  procedure  is 
necessary  to  get  action  on  these  claims. 

Answer:  The  principles,  as  shown  in  our  answer  to  "Ar- 
kansas," July  9  issue  of  The  Traffic  World,  are  applicable  in  this 
[f  there  wae  an  actual  shortage,  for  which  the  carrier  is 
liable,  it  makes  no  difference  whether  he  was  notified  of  such 
shortage  within  a  reasonable  time,  so  long  as  notice  of  the  loss 
was  given  within  the  six  months'  period,  as  provided  by  section 
2  of  the  Uniform  Bill  of  Lading. 

Milling-in-Transit    Refunds 

Ohio.— Question:     A  shipment  of  grain  to  a  transit  point  was 
repaid  by  shipper.     The  consignee  at  transit  point  reconsigned 
car  to  another  point  and  billed  same  collect.     Who  is  entitled 
to  the  refund  of  the  prepay  to  transit  point? 

Answer:     The  carrier  is  required  to  refund  any  overcharge 


to  the  proper  party  in  interest,  who  is  usually  the  owner  of  the 
goods,  when  claim  is  supported  by  the  proper  documents.  There- 
fore, in  the  instant  case  the  owner  of  the  goods  is  entitled  to 
the  actual  overcharge  based  on  the  through  rate  from  origin  to 
destination  and  the  question  of  disposition  of  the  prepay  to  re- 
consigning  point  is  a  matter  tor  adjustment  between  the  con- 
signor and  the  consignee. 

Reconsignment  Vs.   Reshipment 

Ohio. — Question:  Your  answer  to  "Ohio,"  "Reconsignment 
Vs.  Reshipment,"  within  the  switching  limits  of  Portsmouth,  0., 
on  page  503  of  The  Traffic  World  of  March  5,  is  almost  identical 
with  a  car  we  handled  at  Portsmouth,  except  that  you  have  not 
brought  out  one  point  that  concerns  us. 

Our  car  was  accepted  by  the  consignee  and  all  freight 
charges  paid.  They  started  to  unload  the  steel  and  after  taking 
out  about  one-fourth  or  more  or  the  load  they  found  that  the 
balance  was  not  suitable  for  tkeir  use.  The  rejected  portion  was 
left  in  the  car  and  consigned  to  ourselves  at  Portsmouth  on  a 
new  bill  of  lading,  the  same  as  if  they  had  loaded  it  and  shipped 
it  to  us  at  Portsmouth.  We  have  no  plant  or  designated  track 
at  Portsmouth,  so  the  N.  &  W.  did  the  only  thing  they  could 
do  and  put  the  car  on  their  public  team  track.  We  reconsigned 
it  from  this  track  the  next  day  to  Ashland,  Ky. 

The  N.  &  W.  assessed  (1)  a  reconsignment  charge  from  our 
consignee's  tracks,  (2)  the  local  rate  from  their  tracks  to  the 
team  track,  (3)  another  reconsigning  charge  when  we  recon- 
signed it  from  the  team  track,  and  (4)  the  regular  rate  Horn 
Portsmouth  to  Ashland. 

Our  controversy  with  the  N.  &  W.  is  relative  to  the  first 
reconsignment  charge.  They  claim  that,  inasmuch  as  the  car 
was  not  entirely  unloaded,  it  is  subject  to  this  reconsigning 
charge.  We  hold  that,  inasmuch  as  the  consignee  accepted  the 
car,  paid  all  inbound  charges,  unloaded  part  of  the  contents  and 
shipped  the  balance  on  a  new  bill  of  lading  without  the  railroad's 
agent  having  any  part  whatever  in  the  transaction,  that  this  first 
reconsignment  charge  is  in  error.  Will  you  say  what  you  think 
about  it? 

Answer:  In  our  answer  to  "Maryland,"  shown  on  pages  823 
and  824  of  The  Traffic  World  of  April  16,  1921,  the  subject  of 
reconsignment  vs.  reshipment  is  discussed  at  length  and  the 
question  raised  by  you  is  fully  covered. 

In  order  to  make  a  reshipment  the  shipper  must  first  take 
actual  or  constructive  possession  of  the  inbound  shipment  at  the 
first  destination.  After  possession  has  been  taken  the  shipper 
must  forward  the  goods  as  a  new  shipment  and  under  a  new- 
contract  entirely  separate  from  the  contract  covering  the  inbound 
shipment. 

The  above  conditions  were  complied  with  in  the  handling 
of  the  car  referred  to  in  your  question  and  no  reconsignment 
charge  should  be  assessed.  It  is  also  noted  that  this  shipment 
was  partially  unloaded  and  it  therefore  could  not  be  reconsigned, 
as  one  of  the  conditions  of  the  General  Reconsigning  Rules  is 
that  shipments  have  not  broken  bulk. 

Demurrage  on  Cars   Reconsigned  to  Embargoed  Points 

Illinois. — Question:  Upon  arrival  of  car  of  grain  at  destina- 
tion, an  inspection  and  grading  point,  all  markets  beyond  were 
closed  by  switchmen's  strike.  Reconsigning  orders  were  ten- 
dered, but  refused,  under  provision  of  reconsignment  rules  that 
no  order  would  be  accepted  which  named  a  point  of  delivery 
against  which  an  embargo  was  in  effect.  Demurrage  was  as- 
sessed. 

Consignee  contends  that  the  embargoing  line  should  not  have 
laid  an  embargo  account  railroad  disability  and  that  Conference 
Ruling  No.  8  of  the  Interstate  Commerce  Commission,  in  its 
mention  of  strikes,  has  reference  to  strikes  at  industrial  plants 
and  not  strikes  of  railroad  employes.  They  further  contend 
that  "no  embargo  was  really  in  existence,  as  from  time  to  time 
cars  were  accepted  from  holding  lines  and  delivery  of  shipments 
made.  The  railroad  contends  that  embargo  placed  by  its  con- 
nection was  accepted  in  good  faith  and  that  car  was  held  by  it 
as  specified  on  demurrage  bill,  and  that  both  reconsignment  and 
demurrage  tariffs  were  applicable  to  the  case  and  that  then 
the  charges  properly  accrued  and  cannot  be  waived.  The  em 
bargoing  line  makes  the  statement  that  conditions  at  the  tinx 
were  of  such  a  nature  as  to  warrant  the  action  taken  by  them 

The  embargoing  railroad  did  accept  business  in  the  face  ol 
its  embargo  so  far  as  it  was  physically  able  so  to  do;  but  tin 
Commission  has  held  that  disregard  of  its  own  embargo  by  a 
railroad  company  does  not  relieve  the  shipper  from  the  dui 
paying  demurrage.  Is  demurrage  assessible  in  this  case  in  view 
of  facts  that  no  embargo  existed  at  time  shipment  was  acceptec 
at  point  of  origin,  that  embargo  was  placed  on  account  railroai 
disability,  and  that  holding  line  stood  willing  to  deliver  ca; 
through  first  opening  and  actually  held  car  dates  charged  agains 
consignee? 

Answer:  The  right  of  a  carrier  to  declare  an  embargo  whei 
the  circumstances  warrant  such  action  is  established  in  Pa.  R.  K 
vs.  Puritan  Coal  Co.,  237  U.  S.  121.  133.  In  Investigation  am 
Suspension  Docket  No.  1115,  Coal  from  Arkansas  and  Oihe 
States,  49  I.  C.  C.  727,  the  Interstate  Commerce  Commission  mail' 
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MEXICO 

The  Figures  Prove  It,  Study  Them  Comparatively 


EXPORTS  of  DOMESTIC  MERCHANDISE  to  MEXICO 

July  1,  1920,  to  April  30,  1921 

Laredo $45,916,798     .     .     .     76.3% 

Eagle  Pass 10,826,166  .     .     .     .  18    % 

Brownsville 3,446,953     .     .     .     05.7% 

Total $60,189,917 

The  Shortest  and  Quickest  Route  from  St.  Louis,  Chicago  and  Points  North,  East  and  West  to  Mexico  is  via 

LAREDO 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bldg. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 
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the  following  statement  in  regard  to  embargoes:  "Where  phys- 
ical disabilities  prevent  the  carriers  from  handling  certain  kinds 
of  traffic  for  particular  destinations  or  where  the  consignees  are 
unable  promptly  to  accept  delivery,  an  embargo  is  properly  in- 
voked." 

In  the  Reconsignment  Case,  47  I.  C.  C.  590,  on  page  634,  the 
Commission  said: 

If  the  carrier  specifically  provides  in  its  tariff  that  it  will  not 
reconsign  to  an  embargoed  point  it  does  not  hold  itself  out  to  perform 
such  service  while  an  embargo  is  in  effect,  and  the  shipper  must 
either  resort  to  a  service  that  the  carrier  does  hold  itself  out  to 
perform,  such  as  reconsignment  to  a  point  not  embargoed,  or  must 
hold  the  car  at  the  expense  of  demurrage,  a  possibility  which  he 
assumed  under  the  published  tariffs  when  the  car  left  point  of  origin. 

In  view  of  the  above  findings  the  railroad  should  assess  de- 
murrage on  the  shipments  referred  to  in  your  question  unless 
the  carriers  discriminated  against  the  consignee  by  permitting 
other  consignees  to  reconsign  shipments  to  embargoed  points, 
while  refusing  to  permit  this  particular  consignee  to  reconsign 
his  shipments  to  embargoed  points. 


ARK.  &  LA.  MO.  RY.  CO.  STOCK 

The  Commission  has  authorized  the  Arkansas  &  Louisiana 
Missouri  Railway  Company  to  issue  at  par  for  cash  $1,000,000 
of  capital  stock,  the  proceeds  thereof  to  be  used  in  acquiring 
and  rebuilding  a  line  of  railroad  extending  from  Monroe,  La., 
to  Crossett,  Ark.  Acquisition  of  the  road  by  the  carrier  was 
authorized  recently  by  the  Commission.  The  company  will  issue 
10,000  shares  of  common  capital  stock  of  the  par  value  of  $100 
a  share. 


M.  &  ST.   L.   NOTES 

The  Minneapolis  &  St.  Louis  has  been  authorized  by  the 
Commission  to  issue  rent  notes  for  not  exceeding  $1,593,033.75 
under  the  terms  of  a  contract  with  the  National  Railway  Serv- 
ice Corporation  for  the  procurement  of  equipment.  The  carrier 
also  will  guarantee  payment  of  a  loan  of  $386,190  made  by  the 
government  to  the  service  corporation  and  pledge  securities 
therefor  with  the  Secretary  of  the  Treasury. 


HEARINGS    POSTPONED 

Owing  to  the  inability  of  the  defendants  to  proceed,  hear- 
ings in  No.  12597,  O-So-Easy  Products  Co.  et  al.  vs.  Director- 
General  et  al.,  and  No.  12624,  Same  vs.  Abilene  &  Southern, 
Director-General,  et  al.,  which  were  to  have  taken  place  before 
Examiner  Hosmer  in  Chicago,  July  13,  were  indefinitely  post- 
poned. 


ARCADE    &    ATTICA    BONDS 

The  Arcade  &  Attica  Railroad  Corporation  has  been  author- 
ized by  the  Commission  to  issue  at  par  as  of  June  1,  1921,  a 
three-year  6  per  cent  promissory  note  to  Paul  H.  Quinn  for 
$15,000,  and  to  issue  $15,000  of  first  mortgage  5  per  cent  gold 
bonds  for  pledging  as  collateral  security  for  the  note.  The  pro- 
ceeds of  the  note  will  be  used  to  retire  outstanding  notes  issued 
to  obtain  money  for  paying  indebtedness  incurred  for  inter- 
change of  freight  with  other  carriers. 


TENN.  &  N.  C.  STOCK 

The  Tennessee  &  North  Carolina  Railway  Company  has  been 
authorized  by  the  Commission  to  issue  $250,000  of  common  cap- 
ital stock  in  payment  for  the  railroad  property  formerly  owned 
and  operated  by  the  Tennessee  &  North  Carolina  Railroad  Com- 
pany. The  road  in  question  extends  from  Newport,  Tenn.,  to 
Waterville,  N.  C.,  a  distance  of  19.5  miles.  The  railway  com- 
pany was  organized  to  take  over  the  property  of  the  railroad 
company  whose  property  was  sold  under  a  court  decree  of  sale. 
All  of  the  property  has  been  transferred  to  the  railway  company. 

LANCASTER  &  CHESTER  BOND  EXTENSION 
The  Lancaster  &  Chester  Railway  Company  has  petitioned 
the  Commission  for  authority  to  enter  into  an  agreement  with 
the  holders  of  $135,000  of  its  first  mortgage  30-year  5  per  cent 
gold  bonds,  maturing  July  1,  1921,  extending  sai'd  bonds  for  a 
term  of  one  year  and  increasing  the  rate  of  interest  for  such 
term  to  7  per  cent.  The  company  stated  in  its  petition  that  it 
has  no  funds  at  this  time  with  which  to  pay  the  bonds  and  that 
the  extension  thereof  for  one  year  will  enable  it  to  make  arrange- 
ments for  refunding  the  obligations. 


M.   K.  &  T.  OF  TEX.  CERTIFICATE   EXTENSION 
Authority   has   been   granted   by   the   Commission   to   C.   E. 
Schaff,  receiver  of  the  Missouri,  Kansas  &  Texas  of  Texas,  to 
extend  the  maturity  of  $3,000,000  of  receiver's  certificates  from 
February  15,  1921,  to  February  15,  1922.     The  certificates  were 
Issued  in  1917  for  the  purpose  of  obtaining  funds  to  meet  neces- 
sary expenses  of   operation,   bearing   5   per  cent  interest.     The 
late  of  maturity  was  extended  from  August  15,   1918,  to  Feb- 
ruary 15,   1921,   and  the  interest  rate  increased  to   6  per  cent. 
The  rate  of  interest  under  the  extension  order  will   be   6  per 


cent.     The  receiver  was  not  able  to  pay  off  the  certificates  on 
the  maturity  date  because  of  lack  of  funds. 

CHARLES   CITY    WESTERN    BONDS 

The  Commission  has  authorized  the  Charles  City  Western 
Railway  Company  of  Iowa  to  issue  $373,600  of  ten-year  6  per. 
cent  first  mortgage  gold  notes  to  be  dated  July  1,  1921,  and  to 
pledge  $200,000  thereof  as  collateral  security  for  a  loan  of  $140,- 
000  from  the  government.  The  remaining  $184,000  of  notes  will 
be  sold  at  par,  the  proceeds  to  be  used  in  retiring  existing 
indebtedness  and  to  reimburse  its  treasury  for  moneys  expended 
from  income. 


Digest  of  New  Complaints 


No.  12877.     The  Kissel  Motor  Car  Co.,  Hartford,  Wis.,  vs.  Grand  Trunk 
Western  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  charges  on 
crank  shafts  from  Detroit,  Mich.,  to  Hartford.  AVis..  beeause  of 
practice  of  assessing  higher  charges  on  L.  C.  L.  shipments  wh™ 
carload  basis  makes  less.  Asks  reparation. 

No.  12878.     Milwaukee  Western  Fuel  Co.,  Milwaukee,  Wis.,  vs.  Payne, 
as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  points  in  Kentucky 
to  the  Hocking  Valley  and   B.   &  O.   docks.   Toledo,  O.,   for  trans- 
shipment to  boats  for  transportation  beyond.     Asks  reparation. 
No.  12879.     The  State  Highway  Department  of  Texas  vs.  C.  &  X.  W., 
Director  General  et  al. 

Unjust  and  unreasonable  rates  on  motor  chassis  equipment  from 
Chicago  to  Austin,   Tex.     Asks  reparation. 
No.  12880.     Dean  Mill  Co.,  Ava,  111.,  vs.  Mo.  Pac.  et  al. 

Complains    that    Mo.     Pac.    does    not    accord    milling-in-transit 
privileges  at  Monroe,  La.,  on  grain  and  grain  products  originating 
at    points    on    Mobile    &    Ohio.      Asks   cease    and    desist   ord< 
establishment  of  milling-in-transit  privileges. 

No.  12881.     Jesse  E.  Isgregg  et  al.,  Clinton,  Ind.,  vs.  C.  &  E.  I..  Payne, 
et  al. 

Unjust  and  unreasonable  rates  on  coal  from  mines  in  the  i'lin- 
ton  district  to  Clinton,  Ind.  Asks  reparation. 

No.  12882.     Moore  &  Moore.  Inc.,  Mason  City,  la.,  vs.  Payne,  as  agent. 
Unjust  and  unreasonable   rates  on   coal   from   Cincinnati,   la.,  to! 
St.  Benedict,  la.     Asks  reparation. 

No.   12883.     Marion  Extract  Co.,   Inc.,   et  al.,   Teas,  Va.,   vs.   Marion  & 
Rye  Valley  and  Payne,  as  agent. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial  rates 
on  tanning  extract  from  Teas  and  Damascus,  Va.,  to  Xorfolk.  Va.. 
for  export.  Asks  reparation. 

No.   12884.     The  Brier  Hill  Steel  Co.   et  al.,  Youngstown,   O.,  vs.  B.  & 
O.  et  al. 

Unjust    and    unreasonable    rates    on    limestone    from    mini's    near 
Hillsville,  Pa.,  to  Youngstown,  O.     Asks  just  and  reasonable 
No.  12885.     United  States  Nickel  Co..  New  Brunswick,  N.  J.,  vs.  Rari- 
tan  River  and  Payne,  as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  nickel 
matte  imported   at  San   Francisco  and   Oakland,   Cal.,   and  s' 
to  New  Brunswick,  N.  J.     Asks  reparation. 

No.    12886.     Fleming   Bros,    et   al.,    Frost,    La.,    vs.    GaryviMc    Xoithern 
et  al. 

Unjust,    excessive    and    unduly    discriminatory    rales    on    yellow 
pine   lumber,    timber  and   other  sawmill   products   from    Frost   ami 
Verdun,    La.,    to   various   interstate   destinations.     Asks   ceasi 
desist  order,  just  and   reasonable  rates  and   reparation. 
No.  12887.     National  Veneer  &  Panel  Manufacturers'  Association  et  al.. 
Indianapolis,  Ind.,  vs.  Aberdeen  &  Rockflsh  et  al. 

Alleges  that  complainants  have  been  and  are  subjected   to  pay- 
ment of  rates  for  the  transportation  of  veneer  and  built-Ui' 
which  were,  are  and  for  the  future  will  be  in  violation  of  S' 
1   and   3   of  the   interstate   commerce   act.      Asks   cease   and 
order  and  establishment  of  rates  on  veneer  and  built-up  Avood  ol 
all    thicknesses   when   manufactured    from    figured    wood    or   wood;- 
of  value  which  will  not  exceed  rates  on  lumber  by  more  than  1." 
per  cent;  on  veneer  of  all  thicknesses  manufactured  from  all  "tin 
woods,    rates    no    higher    than    on    lumber;    and    on    built-up 
manufactured   from  such  veneer  rates  no  higher  than  10  per  ceni 
over  the  lumber  rates. 

No.  12888.     The  H.  D.  Lee  Mercantile  Co.,  Kansas  City,  Mo.,  vs.  Bos- 
ton &  Maine  et  al. 

Unjust,    unreasonable,    unjustly    discriminatory    rates    on    cotton 
piece  goods  from  New  England  points    and    New   York   to   1-. 
City,  Mo.     Asks  reparation. 

No.  12889.     Anaconda  Copper  Mining  Co.  vs.  A.  T.  &  S.  F..  Payne  et  al.1 
Unjust,    unreasonable,    unjustly   discriminatory,    unjustly    prefer- 
ential  and   prejudicial   rates   on    grinding  pebbles   from   Oc-  > 
Cal..  to  Black  Eagle.  Mont.     Asks  reparation. 

No.    12890.     Standard  Oil  Co.    (California)    vs.   Amador  Central.   Paym, 
et  al. 

Unjust    and    unreasonable    rates    on     petroleum    products-    fron 
points  in  New  York,  Oklahoma,  Texas  and  California  to  pi>; 
Washington,  Oregon,  Nevada,  Arizona  and  California.     Asks 
ration. 

No.  12894.     Sehuhle's  Pure  Grape  Juice  Co.,  Inc.,   et  al.,   Highland,  N 
Y.,  vs.  N.  Y.  N.  H.  &  H.  R.  R..  Payne  et  al 

Unjust   and    unreasonable   rates   on    grape   juice    from    Highland 
N.  Y.,  to  Little  Rock,  Ark.     Asks  for  reparation. 
No.   12895.     Morton  Salt  Co.,  Chicago,  vs.  C.   &  O.   et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  preferentll 
or  prejudicial  rates  on  coal  from  West  Virginia  mines  to  lak< 
ports  for  transshipment  by  vessel  beyond.  Asks  for  readjustment 
of  rates  to  all  lake  ports  in  order  that  Ludington  and  l'"ii 
shall  be  protected  in  the  application  of  the  net  rates  to  the  ports 
and  reparation. 

No.  12896.     East  Bay  Water  Co.,  Oakland,  Calif.,  vs.   Payne,  as  agent 
Unjust  and  unreasonable  rates  on  petroleum  fuel  oil  from  Rich- 
mond, Calif.,  to  Alvarado.  Calif.     Asks  reparation. 

No.  12897.     Eastern  Texas  Electric  Co.,  Beaumont,   Tex.,  vs.  Texas  i 
New  Orleans  and  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  fuel  oil  from  West  Port  Ar 
thur,  Tex.,  to  Beaumont.  Tex.,  because  rate  of  9%c  applied  ex 
ceeded  6V>c.  Asks  reparation  of  $15,707.70. 

No.    12898.      Illinois    Coal    Traffic    Bureau,    Chicago,    111.,    vs.    Alton   « 
Southern  et  al. 

Unjust,    unreasonable,    unjustly    discriminatory    anil    pi- 
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DIRECT  FREIGHT  AND  PASSENGER  SERVICE  TO 

HAWAIIAN   ISLANDS 

FROM 

PORT  OF  ASTORIA 

ASTORIA,  OREGON 
BY 

Alaska  Steamship  Company— S.  S.  "CORDOVA" 

Sailing  July  25,  and  Every  Thirty  Days  Thereafter 
CALLING  AT 

HONOLULU,  KAHULUI,  KAANAPALI,  PORT  ALLEN  and  HILO 

Transcontinental  Rail  Connections  and  Freight  Rates 


For  Routing  Instructions  or  Passenger  Reservations  apply  to  the  following,  or  any  agent  of  the  line*  mentioned: 


R.  K.  PRETTY, 

Asst.  Gen.  Freight  Agent 

Great  Northern  Railway 


E.  H.  MOOT,  G.  A., 

Passenger  Department 

Great  Northern  Railway 


J.  H.  BRINKERHOFF, 
General  Agent 

Northern  Pacific  Railway 


226  West  Adams  Street,  Chicago,    111. 
R.  D.  PINNEO,  General  Traffic  Manager,  PORT  OF  ASTORIA,  ASTORIA,  OREGON 


Ship  Through  the 

Port  of  Los  Angeles 

Total  Port  Costs  18  to  30%  Less  Than  Other  Pacific  Ports 

Comparative  costs  (a  typical  example)  for  a  ship  of  2800  tons  net 
register;  draft,  23  feet;  6500  tons  of  cargo  from  the  Orient; 
100,000  gallons  taken  aboard;  ten  days'  time  at  wharf: 


Pilotage $  51.00 

Dockage 185.00 

Wharfage  or  State  Tolls . .  487.50 

Discharging 3,900.00 

Handling 2,600.00 

Loading  cars 2,925.00 

Water 17.00 

Rent  . 


Los  Angeles      San  Francisco         Seattle 


102.00 

975.00 

4,550.00 

2,600.00 

3,900.00 

40.00 

150.00 


Total $10,165.50  $12,317.00 

Cost  per  ton 1.56  1.89 

Write  or  Wire  for  Further  Information 


$       65.00 

1,625.00 
4,550.00 
4,225.00 
4,225.00 
8.00 


$14,698.00 
2.26 


Board  of  Harbor  Commissioners 

Suite  33,  City  Hall,  Los  Angeles,  U.  S.  A. 
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rates  on  coal  from  bituminous  coal  mines  on  lines  of  defendants 
in  the  Fulton-Peorla,  Northern  Illinois,  Danville,  Centralia,  Du 
Quoin  and  Southern  Illinois  groups  in  Illinois  to  Council  Bluffs, 
la.,  Omaha,  Neb.,  and  South  Omaha,  Neb.  Asks  cease  and  desist 
order,  just,  reasonable  and  non-discriminatory  rates.  ? 
No.  12899.  Pacific  Coast  Shippers'  Association,  Inc.,  et  al.  vs.  Arizona 
Eastern,  Payne,  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  for- 
est products  between  points  on  federal  controlled  lines  and  be- 
tween points  in  Canada  and  points  on  federal  controlled  lines 
between  June  25.  1918,  and  July  20,  1919,  because  carriers  assessed 
charges  in  excess  of  5c  per  100  Ibs.,  the  maximum  advance  author- 
ized under  G.  O.  No.  28,  over  rates  in  effect  June  24,  1918.  Asks 
reparation. 

LIBERTY-WHITE    ABANDONMENT 

Permission  to  abandon  its  24.2  miles  of  railroad  between 
Liberty  and  South  McComb,  Miss.,  is  asked  by  the  Liberty-White 
Railroad  Company  in  an  application  filed  with  the  Commission. 
The  company  says  it  is  insolvent  and  has  not  been  able  to  meet 
operating  expenses  since  November,  1920.  It  has  but  one 
freight  car  which  has  been  out  of  service  for  many  months; 
two  dilapidated  passenger  coaches  and  one  baggage  car,  the 
company  says,  which  also  are  in  such  condition  that  they  can- 
not be  operated  with  safety. 


ASKS    DISMISSAL   OF   COMPLAINT 

J.  D.  Gray,  attorney  for  the  Poehlman  Brothers  Company, 
asked  that  the  complaint  of  that  firm  et  al.  against  the  Director- 
General,  No.  12667,  be  dismissed  at  the  hearing  before  Examiner 
Hosmer  in  Chicago,  July  11.  He  said  that,  since  the  movement 
involved  was  wholly  intrastate,  the  matter  would  be  taken  up 
with  the  Illinois  commission.  The  complaint  attacked  a  rate  of 
80  cents  on  manure  from  Chicago  and  Kirkland,  111.,  to  Edge- 
brook  and  Morton  Grove,  111.,  as  unjust  and  unreasonable. 


K.  O.  &  G.  BONDS 

Authority  to  issue  $203,478.09  of  6  per  cent  cumulative  in- 
come bonds  has  been  granted  by  the  Commission  to  the  Kansas, 
Oklahoma  &  Gulf  Railway  Company  for  the  purpose  of  satisfying 
claims  against  the  Missouri,  Oklahoma  &  Gulf  Railway  Company 
and  the  Missouri,  Oklahoma  &  Gulf  Railroad  Company,  which 
existed  prior  to  the  receivership  of  those  two  companies.  The 
Kansas,  Oklahoma  &  Gulf  acquired  the  properties  of  the  two 
companies. 


ORE.-WASH.    R.    R.   &    NAV.   CO.   BONDS 

The    Oregon-Washington   Railroad    &    Navigation    Company 

has  been  authorized  by  the  Commission  to  pay  federal  income 

,  taxes  on  $14,755,500  of  its  first  and  refunding  mortgage  4   per 

cent  bonds  held  and  owned  by  the  Union  Pacific,  of  which  the 

former  road  is  a  subsidiary.    The  proprietary  company  will  reim- 


said.  The  Union  Pacific  also  was  authorized  to  guarantee  the 
payment  of  the  principal  and  interest  on  the  bonds.  The  au- 
thority was  required  because  of  a  change  made  in  the  provisions 
of  the  mortgage  under  which  the  bonds  were  issued. 

TRAIN    SERVICE    COSTS 

Statistics  on  freight  and  passenger  train  service  unit  costs, 
computed  from  selected  accounts  of  Class  1  roads,  issued  by  the 
bureau  of  statistics  of  the  Commission  show  that  in  the  four 
months  ended  with  April  the ,  cost  per  freight  train  mile  was 
$2.031  as  against  $1.863  in  the  corresponding  period  of  1920. 
The  cost  per  passenger-train  mile  was  $1.105  as  against  $1.009 
in  1920.  The  average  cost  of  coal  per  net  ton  increased  from 
$3.61  in  1920  to  $4.55  in  the  1921  period.  In  April  the  cost  per 
freight  train-mile  was  $1.876  as  against  $1.874  in  April,  1920. 
The  cost  per  passenger  train-mile  was  $1.043  as  against  $0.991 
in  April,  1920.  The  average  cost  of  coal  per  net  ton  was  $4.39 
as  against  $3.72  in  April,  1920. 


AUTHORITY  TO   OPERATE   LINE 

The  Commission  has  dismissed  an  application  of  the  Pan 
Handle  &  Santa  Fe  Railway  Company  for  authority  to  operate  a 
line  of  railroad  belonging  to  the  North  Texas  &  Santa  Fe  Rail- 
way Company,  extending  from  Shattuck,  Okla.,  to  Spearman,  Tex., 
a  distance  of  84.74  miles,  on  a  finding  that  the  line  was  in  opera- 
tion prior  to  the  effective  date  of  paragraph  18  of  section  1  of  the 
interstate  commerce  act. 


RAILWAY  MAIL  PAY 

The  Commission  has  denied  a  motion  in  behalf  of  the  short 
line  railroads  in  No.  9200,  Railway  Mail  Pay,  asking  that  the 
Commission  make  section  3  of  the  order  entered  under  date  of 
December  23,  1919,  definite  and  certain  as  to  weight,  routes  and 
minimum  pay.  The  order  involved  provided  for  certain  increases 
of  pay  for  the  transportation  of  the  mails  on  the  space  basis. 
The  majority  of  short  lines,  however,  carry  the  mails  on  a  weight 
basis  and  sought  by  the  motion  to  obtain  the  benefit  of  the  in- 
creases applying  on  the  space  basis. 


burse  the  subsidiary  for  the  payments  made,   the   Commission  the  Pullman  Company. 


PULLMAN    COMPANY    CLAIM 

L.  S.  Taylor,  vice-president  of  the  Pullman  Company,  and 
John  J.  Mitchell,  president  of  the  Illinois  Trust  &  Savings  Bank, 
were  among  President  Harding's  callers  July  8.  The  Pullman 
Company  has  a  claim  of  approximately  $24,000,000  against  the 
Railroad  Administration  growing  out  of  federal  control  and  it 
is  understood  that  matters  relating  to  that  claim  and  the  gen- 
eral railroad  situation  were  discussed  with  the  President.  The 
Railroad  Administration  has  advanced  $7,000,000  on  account  to 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

July  18 — Argument  at  Washington,  D.  C.: 
11627 — Barnett  Lumber  Co.  vs.  Director  General  et  al. 
11877 — Burns  &  Hancock  Fire  Brick  and  Clay  Co.  vs.  Director  Gen- 
eral and  C.  &  E.  I.  R.  R. 
July  18 — Chicago,  111.— Examiner  Hosmer: 

12575— -Selz-Schwab  &  Co.  vs.  C.  &  N.  W.  and  Director  General. 
July  18 — New  Orleans,  La. — Examiner  W.  H.  Wagner: 

12570 — Southern  Pine  Assn.  et  al.  vs.  Director  General  et  al. 
July  18 — Kansas  City,   Mo. — Examiner  McQuillan: 

12621 — The  Kaw  River  Sand  and  Material  Co.  vs.   Director  General 

et  al. 

July  18 — Dubuque.  la. — Examiner  Smith: 

12625 — Corn   Beit  Packing  Co.   et   al.   vs.   Ann   Arbor   et   al.       Such 
fourth  section  departures  as  may  exist  in  the  adjustment  of  rates 
will  be  considered  by  the  Commission  in  the  disposal  of  this  com- 
plaint. 
July  18 — Fort  Worth,  Texas — Examiner  Hunter: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
8418— Railroad  Commission  of  Louisiana  vs.   Arkansas  Harbor  Ter- 
minal Co.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  et  al. 
8920 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  F.  &  T.  et  al. 
I.  and  S.  710 — Eastern  Texas  class  rates. 
I.  and  S.  729 — Class  rates  to  Shreveport,  La. 
12664 — A.  A.  Jackson  &  Co.  et  al.  vs.  A.  C.  L.  et  al. 
July  18 — Allentown,  Pa. — Examiner  Satterfleld: 

12638 — V.  G.  Tice  vs.  Director  General  and  Lehigh  Valley. 
12638  (Sub.  No.  1) — V.  G.  Tice  vs.  Lehigh  Valley. 
July  18 — Portland,  Ore. — —Examiner  Howell: 

12608 — Western  Pine  Lumber  Co.  vs.  Director  General  and  S.  P.  &  S. 
July   19 — Cleveland,    Ohio — Examiner   Archer: 
*  I.   and   S.    1326   (first  supplemental  order) — Absorption   of   switching 

charges  at  Toledo,  Ohio  (2). 
July  19 — Argument  at  Washington: 

11732 — United   Paper  Board   Co.,   Inc.,   vs.   Illinois   Central,    Director 

General  et  al. 
11732  (Sub.  No.  1) — Same  vs.  Chicago  &  Alton,  Director  General  et  al. 


12035 — The  National  Refining  Co.  vs.  Director  General,   Louisville  & 

Nashville  et  al. 
12053 — Pure  Oil   Co.   vs.   Director   General,   Chesapeake   &   Ohio   Ry. 

et  al. 
July  19 — Kansas  City,  Mo.— Examiner  McQuillan: 

12660 — Missouri  Valley  Assn.  of  Sand  and  Gravel  Producers  vs.  Ar- 
kansas Valley  Interurban  Ry.  et  al. 
July  19 — Scranton,  Pa. — Examiner  Satterfleld: 

12587 — Megargee  Bros.,   Inc.,  vs.   D.   &  H.  Co.  et  al. 
12587  (Sub.  No.  1) — Megargee  Bros.,  Inc.,  vs.  Director  General. 
July  19 — Chicago,  111. — Examiner  Hosmer: 
12577 — Continental  Motors  Corporation  vs.  C.  B.  &  Q.  et  al. 
12577  (Sub.  No.  1)— Reo  Motor  Co.  vs.  C.  B.  &  Q.  et  al. 
12602 — Manhattan  Electrical  Supply  Co.,  Inc.,  vs.  American  Ry.  Ex- 
press Co.  et  al. 
July  19 — Ft.   Worth,  Tex. — Examiner  Hunter: 

12669 — Texas   Grain   Dealers'    Assn.    et   al.    vs.    Abilene   &    Southern 
et  al.     Such  fourth  section  departures  as  may  exist  in  the  adjust- 
ment of  rates  will  be  considered  by  the  Commission  in  the  disposal 
of  this  complaint. 
July  20 — Washington,   D.  C. — Examiner  Kephart: 

12564 — International   Coal   Products   Corp.    vs.    Director    General.   P. 

R.  R.  et  al. 

12545 — The    Hebard    Cypress    Co.    vs.    Aberdeen    &    Rockflsh    R.   R.. 
Director  General  et  al.       Such  fourth  section  departures  as  may 
exist  will  be  considered  in  the  disposal  of  this  complaint. 
July  20 — Chicago,   111.. — Examiner  Hosmer: 

12636— Hunt.  Helm.  Ferris  &  Co.  vs.  C.  &  N.  W.  et  al. 
July  20 — Buffalo,  N.  Y. — Examiner  Archer: 

12600 — The  Welch  Grape  Juice  Co..  Inc.,  vs.  A.  C.  L.  et  al. 
July  20 — Portland,  Ore. — Examiner  Howell: 
12673— Dubois  Mill  Co.  vs.  S.  P.  &  S.  Ry. 
12693 — Portland  Traffic  and  Transportation  Assn.   et  al.  vs.   S.  P.  &' 

S.  Ry.  et  al. 
July  20 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1303 — Rates,  to  from  and  between  points  south  of  the  Ohio 

River.  Including  the  Mississippi  valley. 
July  21 — New  Orleans,   La. — Examiner  W.   H.  Wagner: 

12842 — Rates   and  charges   of   the  Pullman  Co.   in  the  State  of  La. 
July  21 — Chicago.    Ill — Examiner  Hosmer: 

*l.  and   S.   1353- — Cancellation  of  heater  service  for  fresh  fruits  and 
vegetables. 
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'ORT  OF  TACOMA. PIERCE  COUNTY.  WASHINGTON. 
MUNICIPAL  TERMINAL 


PORT  OF  TACOMA 

Pierce  County,  State  of  Washington 


MUNICIPAL  RAIL  &  WATER  TERMINAL 

is  being  constructed  according  to  typical  pier  sections  as 
shown  in  the  above  cut.  Situated  on  the  waters  of  Com- 
mencement Bay,  Puget  Sound,  it  affords  to  Ocean  Carriers 
one  of  the  finest  and  safest  harbors  in  the  world.  Special 
attention  is  being  given  to  the  installation  of  cargo  handling 
equipment,  looking  toward  the  quick  turn-around  of  ships  and 
the  fast  dispatch  of  the  cargo.  For  detailed  information 
write  to — 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  B'ld'g. 

Tacoma,  Washington,  U.  S.  A. 
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July  21 — Sioux  City.  la.— Examiner  Smith: 

12554— Interstate  Oil  Co.  et  al.  vs.  Director  General  et  al. 
July  22 — Burlinsrton,  Vt. — Examiner  Satterfleld: 

I.   and  S.  1331 — Minimum  requirement  on  L,.   C.  L,.  milk  and  cream 

shipments. 
July  22 — Chicago,    111.— Examiner  Hosmer: 

12537 — Swift  &  Co.  vs.  Director  General.  C.  B.  &  Q.  et  al. 

12544 — Swift  &  Co.  vs.  Director  General.  Erie  et  al. 
July  22 — Tacoma,  Wash.— Examiner  Howell: 

12643— F.  S.  Harmon  &  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 
July  22 — Dallas,  Tex. — Examiner  Hunter: 

12567 — Magnolia  Petroleum  Co.  vs.  Director  General,  N.  O.  &  N.  E 
et  al. 

12566 — Magnolia  Petroleum  Co.  vs.  Director  General  et  al. 

12566    (Sub.    No.   1) — Magnolia   Petroleum   Co.   vs.    Director   General 

et  al. 
July  22 — Seattle.  Wash. — Commissioner  Aitchison: 

I.   and    S.   1338 — Class  and   commodity   rates   between   north   Pacific 

coast  points. 
July  23 — Omaha,  Neb. — Examiner  Smith: 

12535— The  Fairmont  Creamery  Co.  vs.  Director  General  et  al. 

12535  (Sub.  No.  1)— Hastings  Gas  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12532 — The  Fairmont  Creamery  Co.  vs.  C.  B.  &  Q. 
July  23 — Tacoma,  Wash. — -Examiner  Howell: 

12735— Washington   Mfg.    Co.   vs.    O.-W.   R.    &   N.   Co.    and   Director 

General. 
July  25 — Boston,  Mass. — Examiner  Satterfleld: 

I.  and  S.  1345 — Express  rates  on  Bangor  &  Aroostook  R.  R.  In  Maine. 
July  25 — Omaha,  Neb. — Examiner  Smith: 

12556 — J.  F.  Bloom  &  Co.  vs.  Director  General  et  al. 
July  25 — Atchison,  Kans. — Examiner  McQuillan: 

12695— Rudy-Patrick  Seed  Co.  vs.  I.  &  G.  N.  et  al. 

12695   (Sub.   No.   1) — Rudy-Patrick   Seed  Co.  vs.   Director  General. 

12653— The  Mangetedorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12653  (Sub.  No.  1) — The  Mangelsdorf  Seed  Co.  vs.  Director  General. 
July  25 — Argument  at  Washington,  D.  C. 

11662 — Charleston  Mining  and  Manufacturing  Co.  vs.   Director-Gen- 
eral. 

11729 — The  Rock  Products  Traffic  League,  Chicago,  vs.   C.  B.   &  Q. 
et  al. 

11799 — The   Rock  Products   Traffic  League,   Chicago,   vs.   C.   B.   &   Q. 
et  al. 

11810 — The  Rock  Products  Traffic  League,  Chicago,  vs.  C.  R.  I.  &  P. 
et  al. 

11876 — Ideal  Fuel  Co.  vs.  Director  General. 
July  25 — New  Orleans,  La. — Examiner  Wagner: 

12478 — Allowances  of  mileage  for  Mississippi  River  crossings. 

12009 — Natchez  Chamber  of  Commerce  vs.  Nathez  &  Southern  et  al. 
July  25 — Chicago,  111. — Examiner  Hosmer: 

12071 — Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
July  25 — Austin,  Tex. — Examiner  Hunter: 

12574 — Spinnler  &  Co.  vs.  Director  General.  G.  H.  &  S.  A.  Ry.  et  al. 

12649— The  .State   Highway    Department   of   Texas    vs.    P.    C.    C.    & 

St.  L.  et  al. 
July  25 — Tacoma,  Wash. — Examiner  Howell: 

12749— Murphy  Mfg.  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al. 

12758 — Bilrowe-Alloys  Co.  vs.  Director  General  et  al. 


July  25 — Washington,  D.  C. — Examiner  Paulson: 

*  I.  and  S.  1358 — Box  shocks  from  Ga.,  N.  and  S.  C.  and  Va.  to  eastern 

points. 

July  26— Boston,    Mass. — Examiner  Satterfleld: 
12604 — North   Packing  &   Provision   Co.   et  al.  vs.   Director  General, 

Boston  &  Maine  et  al. 

12604   (Sub.    No.    1) — North   Packing   &  Provision   Co.    et  al.   vs.    Di- 
rector General,  Union  Freight  R.  R.  et  al. 
12604    (Sub.    No.    2) — North    Packing    &    Provision    Co.    vs.    Director 

General,  Boston  &  Albany  et  al. 
July  26 — Auburn,  N.   Y. — Examiner  Archer: 

12610 — Albert  H.  Traphagen  et  al.  vs.  Lehigh  Valley. 
12634 — Hewitt-Wilcox  Coal  Co.  et  al.  vs.  Director  General  et  al. 
July  26 — Omaha,    Neb. — Examiner  Smith: 

12573 — Sprague  Tire  &  Rubber  Co.  vs.  Director  General.  U.  P.  et  al. 
12572 — Standard  Chemical  Mfg.  Co.  vs.  Director  General  et  al. 
July  27 — Boston,    Mass. — Examiner  Satterfield: 

12210 — American  Fruit  &  Vegetable  Shippers'  Assn.  et  al.  vs.  Bangor 

&  Aroostook  et  al. 
Juiy  27 — Beaumont,  Texas — Examiner  Hunter: 

12555 — Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 
12586 — Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 
July  27 — Omaha,  Neb. — Examiner  Smith: 

12605 — The  Reflnite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12595 — Walrath  &  Sherwood  Lumber  Co.  et  al.  vs.  Director  General. 

N.  Y.  C.  et  al. 

July  27 — Seattle,  Wash. — Examiner  Howell: 

12623 — Pacific   Coast  Shippers'   Assn.,   Inc.,   et  al.   vs.   Director  Gen- 
eral et  al. 

July  27 — Salt  Lake  City,  Utah — Public  Utilities  Commission  of  Utah: 
Finance  Docket  36 — Application  of  the  Utah  Terminal  Ry.  Co.  for  a 

certificate  of  public  convenience  and  necessity. 
July  27 — Tacoma,  Wash. — Commissioner  Aitchison: 

12562 — Carstens   Packing   Co.    vs.    Director   General,    Camas    Prairie 

et  al. 
July  27 — Auburn,   N.   Y. — Examiner  Archer: 

12656 — Michael  S.  Goss  et  al.  vs.   Director  General,  L.  V.   et  al. 
July  28— Kansas  City,   Mo. — Examiner  McQuillan: 

I.    and    S.    1354 — Minimum    weight   on   eggr   box   stuff   and   egg   case 

fillers   from   Missouri   River  points   to   Kansas. 
July  28 — Richmond,   Va. — Examiner  Keeler: 

12579 — The  Mathieson  Alkali  Works,  Inc.,  et  al.  vs.  C.  C.  &  O.  et  al. 
July  28 — Seattle,  Wash. — Examner  Howell: 

12744 — A.  C.  Dutton  Lumber  Corp.  et  al.  vs.  Director  General.  Aber- 
deen &  Rockflsh  R.  R.  et  al. 
Julv  28 — Beaumont,  Tex. — Examiner  Hunter: 

12548 — Beaumont  Chamber  of  Commerce  vs.  Director  General  et  al. 
July  29 — Seattle.  Wash. — Examiner  Howell: 
12767 — International   Lumber  Export  Co.,   Inc.,   vs.   Director  General 

et  al. 
July  29 — Washington.   D.   C. — Examiner  Clarke: 

*  Finance    Docket    1437 — Application    of    Belfast    &    Moosehead    Lake 

R.   R.  Co.   and   Maine  Central  R.   R.  Co.   for  approval  and   author- 
ization for  the  extension  of  lease. 
July  29 — Portland,  Ore. — Commissioner  Aitchison: 

9177 — Empress  Coal  Co.  vs.  O.-W.  R.   &  N.  Co.  et  al. 
9468 — Empress  Coal  Co.  et  al.  vs.  Sou.  Pac.  et  al. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  A  Counsellor 

Bate  Analysis — Claims 

Transportation  97!  SPITZER  BLDQ. 

Trackage  Arrangements— Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  Btat», 

Interstate  and  Foreign  Commerce 


QKOKQE  H.  BROWN 


QEOROB  L.  BOTLB 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commtiiion. 

Southern  Building,  W&ahin|ton,  D.  C 

Telephone  Main  2702 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 

MUNSEY  BUILDING.  WASHINGTON.  D.  C. 

ARTHUR  HALE 

UNION  TRUST   BUILDING 
FIFTEENTH     AND     H     STREETS 
WASHINGTON.     D.    C. 
TELEPHONE     MAIN     7855 
Aoent    and    attorney    (or    carriers    before    the     Interstate 
Commerce   Commission.    Railroad    Administration,    etc.: 
Rates  and    Divisions,   Private   Cars.    Weighing: 
Per   Diem    Reclaim,    Demurrage  and   Valuation; 
Claims  under  the  Federal  Control  and  Transportation  Acts. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 
CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 

ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado   Building,   Washington,   D.   C. 

Former    Member   of   the    Department   of   Justles   M 

lolloltor  of   Internal    Revenue 

Interstate    Commerce    Litigation    a 
Specialty 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Xumlner,  InUrttaU 
Commerce  Commlulon,  and  prior  thweto  engaged  In  tka 
practice  of  law  at  LoulivtUe.  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commiiiion,  Income  Tax  Unit,  Federal 
Trade  Commisaion,  United  State*  Shipping  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern    Building         Washington,    D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 

Bureau  of  Commerce  and  Research 

TRAFFIC  CONSULTANTS 
Statistical  and  Research  Engineers 

Complete  traffic  manager  service.  Preparation  and 
presentation  of  cases  before  the  Interstate  Commerce 
Commission  and  all  Government  Departments. 

Charts,  Graphics  and  Exhibits  prepared. 

Research  work  of  any  character. 
726  Fourteenth  St..  N.  W.  Washington,  D.  C. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main   3840 


•luiiiiiiiiiiiiiiniiiimiiiiiiiiiiiii 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harmon  8808 


MID-WEST  Box  COMPANY 


Look  for 

the  MI 

Trade  Mark 


Use 

ST     Triple  Tape 
ft  Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 


1337  Conway  Building 


Chicago,  111. 


FACTORIES: 

Anderson,  Ind.  Fairmont.  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


*T"     N 


Ursbttold 
INQFIELD 


ESSN 


*!;  ';•; 


GONER 

•reek 


Ihe  ntw  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


No  bothtiscmt  laige  tti miiuus, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  OkJahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Wetzel   Drop  Front 
Tariff   Files 


(PATENTED) 


Every  Tariff  in  its  place  at  the 
right  time  saves  money. 

Can  you  afford  to  do  business 
without  them? 


SEVEN  good  reasons  why  you  should  install 
"Wetzel  Drop  Front  Tariff  Files"  in  your  Traffic 
Department: 

1 — They  save  time — they  save  money. 

2 — They  provide,  by  direct  reference,  quick  and 
convenient  service. 

3 — They  require  no  indexing,  each  drawer  being 
labeled,  showing  what  tariffs  are  filed  therein. 

4 — They  keep  the  tariffs  clean,  and  tariffs  cannot 
become  torn,  owing  to  the  principle  of  the 
tariffs  being  filed  flat. 

5 — They  can  be  enlarged  at  any  time,  as  the  sec- 
tions are  all  of  uniform  size. 

6 — They  are  substantial  in  construction,  cannot 
get  out  of  order  and  never  need  be  replaced. 

7 — They  make  a  very  attractive  piece  of  office 
furniture,  and  can  be  designed  and  finished  to 
match  any  color  you  desire. 


T I  —Top    Section 


T2— T  I  1 1  H  die 
Section  with 
24  —  2  Inoh 
Drop  Front 
Drawer*. 


T3— T  a  r  1  ff  file 
Section  with 
16  —  3  Inch 
Drop  Front 
Drawers. 


-TS— 8  1 1  d  I  n  i 
Shelf  Sec- 
tion. 


-T  a  r  i  ff  (lie 
Section  with 
12—4  Inch 
Drop  Front 
Drawera. 


T  6 — Two  -  drawer 
Storage  Sec- 
tion. 


-T7 — 8  a  n  1  tary 
Bait  Sec- 
tion. 


A  Tariff  File  that  gives  100%  service  for  a  lifetime  is  a  necessary  and  paying  investment. 

Write  Today  for  Information 


P.  A.  WETZEL  COMPANY 


City  Salesroom: 


1351  Marquette  Building,  Chicago 

Telephone:  Central  284S 


Address  all  Correspondence 

General  Office  and  Factory; 
Springfield,  Illinois 
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2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 

miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
in  an  investigation  of  the  materials  and  con- 
struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Writf  and  avail  yourself  of  this  free  service. 


THE  CONTAINER  CLUB 


An  Association  of  Corrugated  and  Solid  Fibre 
BOX    MANUFACTURERS 


608  South  Dearborn  Street 


Chicago,  111. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 

(Copyright,  1921.    Fifteenth  Yew) 
A  working  tool  for  traffic  men.  both  industrial  and  railroad,  a  national  journal  of  transportation  news;  independent  as  between  carrier  and  shipper 


Vol.  XXVIII 


SATURDAY,  JULY  23 


No.  4 


E.  F.  HAMM.  President 
HENRY  A.  PALMER,  Editor 


W.  C.  TYLER.  Secretary-Treasurer 

E.  C.  VAN  ARSDEL.  Business  Manager 


B.  J.  HAMM.  Manager. 

Special  Service  Department,  Washington 


H.  W.  KELLOGG.  Advertising  Mimger 

A.  E.  HEISS.  Chief, 


Washington  News  Bureau 


All  subscript  ons  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  rem  ttincej  ihou'd  be  nude  payable  to  order  of  THE  TRAFFIC  SERVICE  COR- 
PORATION.  Ch.cago.  and  should  be  in  Chicigo  or  Nsw  York  exchmge. 


TERMS  OF  SUBSCRIPTION 


ONE  YEAR  .    .    . 
SIX  MONTHS     . 
THREE  MONTHS 
SINGLE  COPY    . 


JIO.OO 
.  6.00 
.  3.00 
.  .25 


418-430  South  Market  Street, 
->    CHICAGO.  ILL. 


Colorado  Building, 
WASHINGTON,  D.  C. 


ACTION  OF  RATE  COMMITTEES 
We  are  publishing  this  week  in  The  Daily  Traffic 
World  and  in  the  weekly  Traffic  Bulletin  the  first  in- 
stallment of  notices  to  be  issued  regularly  by  the  West- 
ern Trunk  Line  committee  showing  the  disposition  of 
matters  docketed  before  it.  As  usual,  this  committee 
has  taken  the  lead  in  giving  publicity  to  matters  con- 
nected with  its  docket.  We  do  not  know  whether  other 
committees  will  follow  or  not.  Its  desire  to  have  these 
disposition  notices  published  is  in  response  to  complaints 
made  by  shippers  that  they  have  difficulty  in  finding  out 
what  has  been  done  with  respect  to  matters  docketed 
and  heard  by  the  committees.  We  are  publishing  them 
and  shall  publish  similar  notices  from  other  committees 
that  care  to  furnish  them,  in  the  interest  of  full  infor- 
mation as  to  the  work  of  these  rate  committees. 


THE  PROSPERITY  OF  THE  CARRIERS 

In  the  western  live  stock  case  and  in  other  similar 
cases  where  reductions  in  rates  for  the  benefit  of  suffer- 
ing industries  are  advocated,  it  is  asked  why  immunity 
from  the  industrial  depression  should  be  given  to  the 
railroads  and  why  they  should  not  be  expected  to  forego 
some  of  their  profit  for  the  general  business  good.  The 
theory  behind  this  query  is  fair  enough,  perhaps,  though, 
unless  addressed  to  Congress  itself,  it  is  vain,  for  the 
reason  that  the  Commission  has  no  choice  but  to  do  as 
directed  by  Congress,  which  has  instructed  it  to  make 
rates  so  that  a  net  revenue  of  six  per  cent  on  their  val- 
uation will  be  provided  for  the  carriers  as  a  whole.  But 
still  it  conveys  the  wrong  impression  that  the  carriers 
have  any  prosperity  to  divide  or  profit  to  forego.  If 
they  were  earning  the  six  per  cent  intended  there  might 
he  some  merit  in  suggesting  that,  under  present  condi- 
tions, they  ought  not  to  be  so  favored  at  the  expense  of 
other  industry.  But,  law  or  no  law,  they  arc  not  earn- 
ing six  per  rent  and  have  not  been  earning  it  or  anything 


like  it  at  any  time  since  the  law  was  enacted.  At  present 
they  arc  earning  less  than  three  per  cent  on  their  valu- 
ation. Do  those  who  so  glibly  protest  that  the  rail- 
roads are  being  unduly  favored  and  ought  to  share  their 
prosperity  with  others,  seriously  suggest  that  less  than 
three  per  cent  is  a  prosperity  for  the  railroads  that  en- 
titles those  who  pay  the  rates  to  complain  of  oppression? 
Much  of  the  talk  we  hear  about  the  "immunity"  of  the 
railroads  and  the  "guaranty"  to  them  of  a  living  income, 
is  plain  attempt  to  deceive.  Much  of  it,  of  course,  is 
due  to  mere  ignorance  of  the  facts.  One  is  about  as  bad 
as  the  other,  however,  when  one  is  assuming  to  speak 
with  anything  like  authority.  The  situation  cannot  be 
dealt  with  properly  until  it  is  thoroughly  understood. 


WHY  A  MERCHANT  MARINE? 

The  frank  statement  of  Mr.  Lasker,  the  new  chair- 
man of  the  kaleidoscopic  Shipping  Board,  aside  from  its 
disclosure  of  loose  methods  and  riotous  extravagance, 
affords  food  for  serious  thought,  it  seems  to  us,  as  to  the 
merit  of  the  policy  of  attempting  to  maintain  an  Amer- 
ican merchant  marine.  We  are  not  now  attempting  to 
settle  the  matter,  but  we  desire  to  propound  a  few  ques- 
tions and  ask  our  readers  to  think  about  them. 

Is  there  anything  sacred  in  the  doctrine  of  an  Amer- 
ican merchant  marine  or  any  lack  of  patriotism  in  be- 
ing opposed  to  such  an  institution  as  an  economic  ex- 
travagance? Can  an  American  merchant  marine  be 
maintained  without  what  amounts  to  subsidy  and  the 
taxation  of  the  public?  Is  John  Smith,  who  knows  and 
cares  nothing  about  the  shipping  business,  willing  to  be 
taxed,  and  ought  he  to  be  taxed,  in  order  that  Bill 
Jones's  goods  may  be  carried  in  American  rather  than 
foreign  bottoms?  Does  Bill  Jones  care  or  ought  he  to 
care  whether  his  goods  are  carried  in  American  or  for- 
eign bottoms?  If  he  ought  to  care,  why  ought  he? 
Should  John  Smith  pay  taxes  so  that  Bill's  care  may  be 
gratified?  If  an  American  merchant  marine  cannot  be 
maintained  without  taxation  of  the  public — in  other 
words,  if  it  can  only  be  maintained  and  operated  at  a 
loss — why  not  let  the  foreign  ships  have  the  business? 

We  take  it  that  the  reason — or,  at  least,  the  principal 
reason — why  the  American  ship  cannot  compete  with 
the  foreign  ship  on  even  terms,  is  the  Lafollette  sea- 
men's law.  The  cure,  then,  would  be  to  repeal  that  law. 
But  if  labor  will  not  permit  that  law  to  be  repealed,  or 
if,  for  any  other  reason,  we  wish  to  have  it  remain  on 
the  statute  books,  why  try  to  compensate  for  its  effects 
by  subsidy  and  taxation?  President  Harding  has  said. 
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OCLF,  MOBILE  li  NOBTHEBN 
R.ULROAD 

AND   CONNECTIONS 


GULF,  MOBILE  & 

NORTHERN  R.  R. 

With  Fast  and  Dependable  Freight  Service 
operated  on  schedules  united  with  those  of 
connecting  carriers  and  providing  SECOND 
morning  delivery  BETWEEN  Jackson,  Tenn., 
Bells,  Tenn.,  New  Albany,  Miss.,  and  Mobile, 
Ala.,  and  New  Orleans,  La.,  the  GM&N 
offers  an  unexcelled  route  for  the  handling 
of  Foreign,  Coastwise  and  Domestic  traffic 
BETWEEN  the  East,  North  and  Middle 
West  and  Mississippi  Valley,  Gulf  Ports, 
Southwestern  Territory,  Mexican  border 
points  and  California  Terminals.  Shipside 
delivery  effected  on  Foreign  and  Coastwise 
traffic  at  Gulf  Ports,  inland  and  ocean  rates 
quoted,  bookings  made,  papers  handled,  AND 
FULL  INFORMATION  furnished  covering 
movement  of  shipments  from  point  of  origin 
to  final  destination. 

These  services  may  be  obtained,  without 
extra  cost,  by  routing  your  traffic: — 

Care  of  "GM&N" 

"The  Road  of  Service" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  SB  Southwestern,  Southern 

Pacific,  care  S.  D.  SB  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  SB  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

F.  B.  DORSFV,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN,  Diitnct  Freight  and  Passenger  Agent 
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;ni(l  been  lighlU  applauded  fur  sasing.  that  tin-  rail- 
in, uls  must  support  themselves.  \\'hy  docs  not  that 
same  theory  apply  to  boats?  If  they  cannot  support 
themselves  and  there  are  foreign  boats  that  can  and  will 
c.-irry  our  commerce,  why  try  to  infuse  the  breath  of 
life  into  a  dead  thing?  Will  artificial  respiration  long 
or  healthfully  sustain  life?  Are  we  not  wasting  mil- 
lions and  billions  of  dollars- -throwing  good  money 
after  had  in  an  effort  to  retain  and  make  profitable  an 
institution  that  was  constructed  out  of  what  seemed  to 
he  a  war  nece.-<sity  hut  whose  usefulness  has  now  ended 
and  which  ought  to  be  junked  at  the  least  possible  loss, 
now  that  the  war  demand  for  it  has  ended,  and  its  ex- 
pense charged  to  profit  and  loss? 

\\  c  are  asking  these  questions  seriously  and  not 
with  any  intention  of  being  sarcastic  or  humorous.  We 
want  the  ideas  of  our  readers.  Congress  ought  to  have 
the  benefit  of  their  ideas  also.  As  we  see  it  now,  there 
is  little  more  glory  in  having  a  merchant  marine  op- 
<T.ited  at  a  loss  than  in  having  any  other  kind  of  first 
class  shipwreck.  Operating  ships  is  a  business.  No 
business  can  be  successful  unless  conducted  on  proper 
economic  principles.  To  operate  a  merchant  marine  by 
subsidy  or  methods  akin  to  subsidy  is  practically  gov- 
ernment operation,  from  which  we  have  been  trying  to 
get  away  as  to  our  rail  carriers.  Are  we  ready  for  it 
with  ocean  carriers?  It  might  be  necessary  with  our 
rail  carriers  if  private  ownership  should  fail  to  function, 
for  we  must  have  rail  transportation.  But  do  we  need 
it  in  ocean  transportation?  Even  though  private  owner- 
ship may  cease  to  function — or,  rather,  fail  to  begin  to 
function — we  still  have  the  foreign  bottoms. 


VIEWS  OF  NEW  COMMISSIONERS 

Commissioner  Campbell,  one  of  the  new  appointees 
to  the  Interstate  Commerce  Commission,  in  his  dissent 
from  the  majority  of  the  Commission  in  the  Kansas 
rate  case,  comes  out  flat-footedly  against  the  position 
of  that  majority  in  favor  of  federal  jurisdiction  over 
state  rates,  and  lines  up  with  Commissioner  Eastman, 
who,  since  the  passing  of  the  late-lamented  Woolley, 
has  been  playing  a  lone  hand  in  his  opposition  to  the 
views  of  his  colleagues.  Commissioner  Lewis,  another 
of  the  new  appointees,  while  declaring,  in  his  dissent- 
ing opinion,  in  favor  of  national  regulation  of  rates  un- 
der certain  conditions,  holds  the  belief  that  the  Commis- 
sion has  carried  the  doctrine  of  federal  authority  to  un- 
justified extremes  in  the  Kansas  case  and  has  caused  the 
"prostration  of  state  authority." 

One  may  understand,  though  he  may  not  agree 
with  Commissioner  Campbell.  What  we  have  said  here- 
toiore  relative  to  Commissioner  Eastman's  dissents  ap- 
plies with  equal  force  to  Commissioner  Campbell.  It 
seems  to  us  rather  significant  in  this  connection  that 
Commissioner  Esch,  who  was  chairman  of  the  House 
committee  on  interstate  commerce  and  the  head  of  the 
House  conferees  on  the  transportation  act,  did  not  join 
Commissioner  Campbell  in  his  dissent.  The  latter  is 
certain  that  Congress  did  not  intend  that  the  Commis- 
sion should  do  what  it  has  done  in  every  intrastate  rate 
case  heretofore  decided.  If  anyone  knows  what  Con- 


gress intended,  (  omnii-Mom T   Esch  should — and  he 
not  raised  his  voice  in  protest. 

But  we  are  at  a  loss  to  know  exactly  what  Com- 
missioner Lewis  thinks,  and  we  think  others  will  be 
also.  He  believes  in  federal  regulation  of  state  rates — 
but  not  in  this  case.  Since  it  is  with  this  case  that  we 
are  dealing,  and  he  has  gone  out  of  his  way  to  express 
his  views,  we  think  we  must  put  him  down  as  at  least 
friendly  to  the  state  commission  view.  It  is,  perhaps, 
not  overly  important,  since  he  is  in  a  decided  minority, 
but  it  is  well  to  know  the  theories  of  the  men  who  con- 
stitute our  federal  regulating  body. 

The  qualifications  set  forth  by  him  mar  what  other- 
wise would  be  a  sound  statement  on  rate  regulation. 
He  expresses  the  belief  that  the  railroads  of  the  coun- 
try must  be  viewed  and  dealt  with  broadly  as  a  national 
transportation  system,  and  we  are  heartily  in  accord 
with  that  view.  We  also  approve  his  conception  of  the 
intent  of  Congress  that  no  state  shall  have  the  power 
to  maintain  charges  for  transportation  that  would  re- 
sult in  that  state's  failing  to  carry  its  just  part  of  the 
transportation  load  or  create  conditions  that  would 
thwart  this  accomplishment.  And  he  concurs  in  the 
majority  report  "in  the  matter  of  all  such  rates,  fares, 
and  charges  which  not  only  are  violative  of  the  pro- 
hibition against  unjust  discrimination  and  undue  pref- 
erence or  prejudice,  but  which  also  fail  to  meet  the  re- 
quirements of  section  ISa."  But  no  doubt  because  of 
his  training  as  a  state  commissioner,  he  could  not  bring 
himself  to  go  the  full  way  with  the  Commission. 

If  the  latter  part  of  his  dissent  could  be  permanent- 
ly severed  from  the  first  part  and  memory  of  it  ban- 
ished, the  production  of  the  gentleman  from  Indiana 
would  be  a  contribution  of  value.  As  it  is,  it  is  Janus- 
like.  In  the  first  part  he  favors  national  control.  Then 
he  spoils  the  effect  of  that  opinion  by  pointing  out  the 
only  method  whereby  the  Supreme  Court  of  the  United 
States  could  make  the  transportation  act  of  no  more 
value  than  was  the  old  law,  as  construed  by  it  in  the 
various  Shreveport  decisions,  the  latest  of  which  was 
the  South  Dakota  express  rate  case.  In  that  decision 
the  court  said,  in  effect,  that  the  Commission,  before 
wiping  out  state  rates,  must  set  forth  the  places,  the 
commodities,  and  the  individuals  against  which  and 
whom  there  was  unjust  discrimination  and  the  names 
of  the  towns,  individuals,  and  commodities  to  which 
and  to  whom  undue  preference  was  shown. 

Either  the  new  law  means  what  the  Commission 
has  construed  it  to  mean — a  grant  of  power  such  as  the 
court  indicated  in  the  Minnesota  rate  case  Congress 
could  make — or  it  means  nothing  more  than  the  em- 
bodiment of  the  principles  of  the  Shreveport  case  in  the 
statute. 

Commissioner  Lewis  favors  national  regulation,  he 
says  in  the  first  half  of  his  dissent.  In  the  latter  half 
he  says  he  favors  national  regulation,  with  reservations. 
That  means,  if  anything,  that  he  favors  the  exercise  of 
the  rate-making  power  by  state  commissions.  Just 
when  they  are  to  exercise  it,  he  does  not  indicate.  Is 
the  exercise  to  be  only  in  the  establishment  of  rates 
where  there  have  been  none?  Or  does  it  mean  that 
there  is  to  be  an  exercise  of  power  by  the  state  bodies 
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after  the  federal  body  has  wiped  out  what  it  has  found 
to  be  an  unjust  discrimination  by  means  of  such  an 
order  as  has  been  issued  in  the  New  York  and  other 
cases?  If  it  means  the  latter,  then  there  would  be  no 
national  control  over  rates.  Permitting  a  state  com- 
mission to  change  a  rate  that  was  established  in  obedi- 
ence to  an  order  from  the  federal  body  would  be  na- 
tional regulation  under  state  supervision,  the  state  hav- 
ing the  final  power.  No  one  has  yet  carried  the  argu- 
ment in  behalf  of  the  dissents  of  Eastman,  Campbell, 
and  Lewis  to  their  logical  and  absurd  conclusion.  Of 
course,  carrying  the  first  half  of  the  Lewis  dissent  to 
its  logical  conclusion  would  take  it  out  of  the  category 
of  dissent.  Carrying  the  second  half  to  its  logical  con- 
clusion would  cause  the  second  part  to  eat  up  the  first 
part,  and  the  result  would  be  the  same  as  if  nothing 
had  been  written. 

Commissioner  Lewis  was  not  under  compulsion  to 
write  at  all.  He  did  not  hear  the  testimony.  Perhaps 
we  should  know  almost  as  much  about  his  views  had  he 
refrained  from  expressing  them. 


CASH  FOR  THE  RAILROADS 

The  Traffic  World  Washington  Bureau 

Negotiations  between  the  railroads  and  the  government 
relative  to  the  funding  of  the  indebtedness  of  the  railroads 
to  the  government  for  capital  expenditures  made  during  fed- 
eral control,  and  a  basis  for  settling  the  claims  of  the  roads 
against  the  government,  had  reached  the  point  July  20  where 
an  announcement  by  the  government  was  momentarily  ex- 
pected outlining  the  agreement  reached. 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  who  left  Washington  several  weeks  ago  for 
a  vacation  returned  this  week  and  joined  in  a  conference  at 
the  White  House  July  19  with  the  President  and  Secretaries 
Mellon  and  Hoover.  The  conference  had  to  do  with  the  funding 
question  and  the  settlement  of  the  claims  of  the  railroads. 
It  is  understood  consideration  also  was  given  to  the  question  of 
whether  legislation  would  be  necessary  to  carry  out  the  plans 
Tinder  consideration.  Shortly  after  the  conference  Senator 
Cummins  left  for  Atlantic  City  where  he  expected  to  remain 
for  a  week  or  so. 

Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  in  a  statement  July  19  in  response  to  inquiries 
concerning  the  War  Finance  Corporation  in  relation  to  the 
railroad  situation,  said  he  had  nothing  to  say  beyond  the  fact 
that  there  had  been  some  general  discussion  of  the  possibility 
of  the  Congress  authorizing  the  Corporation  to  resume  the 
making  of  advances  to  railroads,  or  to  the  Director-General  of 
Railroads,  in  connection  with  his  advances  to  the  railroads. 
He  pointed  out  that  during  the  war,  the  Corporation,  under 
Section  9  of  the  war  finance  corporation  act,  had  authority  to 
make  advances  to  the  railroads  under  federal  control  "for  the 
purpose  of  making  additions,  betterments,  or  road  extensions 
to  surh  railroads",  that  this  authority  had  now  expired,  and 
that  it  would  be  a  qursticn  of  policy  for  Congress  and  the 
Administration  to  determine  whether  or  not.  from  the  point  of 
view  of  the  national  welfare,  it  should  be  revived. 

"The  War  Finance  Corporation",  said  Mr.  Meyer,  "made 
advances  to  the  railroads  during  the  administration  of  Director- 
General  McAdoo  and  later  under  the  administration  of  Director- 
General  Hines.  The  total  amount  advanced  was  $205,000.000, 
all  of  which,  with  the  exception  of  about  $45,000,000,  has  been 
repaid.  Some  of  the  loans  of  the  Corporation  were  made  to 
the  railroads  for  the  purpose  of  enabling  them  to  repay  the 
advances  made  to  them  by  Director-General  McAdoo,  thereby 
putting  the  Railroad  Administration  in  funds.  Large  advances 
were  made  dur'ng  the  period,  from  March  to  July,  inc'usive, 
1919 — subseouent  to  the  failure  of  the  Congress  to  pass  the 
railroad  appropriation— on  the  security  of  certificates  of  in- 
debtedress  ipfuied  by  Director-General  H'nrs.  and  were  all  re- 
paid whrn  Conprrss  met  in  extra  session  and  passed  the  rail- 
road appropriation.  Ar"rng  these  advances  was  one  for  $50,- 
000,000  to  the  Director-G'neral." 

The  War  Firrnce  Corporation,  Mr.  Meyer  said,  had  not 
sought  any  extenpicn  or  prolongation  of  its  powers,  but  if 
Congress  desired  the  Corporation  to  resume  activity  in  con- 
nection with  railroads  and  to  broaden  its  powers  for  agri- 
cultural financing,  it  would  naturally  respond  to  the  charge  to 
the  best  of  its  ability. 


Members  of  the  Association  of  Railway  Executives  at  a 
meeting  in  New  York,  July  20,  it  is  understood,  voted  to  accept 
the  plans  formulated  in  the  negotiations  with  the  government 
for  the  settlement  of  the  carriers'  claims  against  the  govern- 
ment and  the  funding  of  the  roads'  indebtedness  to  the  govern- 
ment. It  was  reported  that  the  railroads  had  agreed  to  forego 
their  claim  as  to  inefficiency  of  labor  during  federal  control  in 
making  settlements  with  the  Railroad  Administration.  Secre- 
tary of  Commerce  Hoover,  who  has  been  closely  identified  with 
the  negotiations,  saw  President  Harding  July  21,  but  he  would 
not  discuss  the  matter.  It  was  presumed  that  the  executives 
had  transmitted  their  decision  to  Mr.  Hoover  and  that  he  in 
turn  submitted  it  to  the  President.  An  announcement  from  the 
White  House  was  expected  to  be  made  in  regard  to  the  situation. 

The  plan  for  funding  the  carriers'  indebtedness,  it  is  be- 
lieved involves  use  of  the  War  Finance  Corporation,  which  may 
advance  money  to  the  Railroad  Administration  on  securities 
given  by  the  railroads. 

Basil  M.  Manly,  director  of  the  People's  Legislative  Service, 
has  written  the  Commission  protesting  against  any  affirmative 
action  being  taken  on  the  question  of  allowances  for  maintenance 
in  the  guaranty  period  until  he  has  been  permitted  to  examine 
the  claims  of  the  railroads,  to  cross-examine  witnesses  appear- 
ing on  behalf  of  the  railroads,  and  to  present  to  the  Commission 
testimony  and  evidence  in  rebuttal  of  any  claims  submitted  on 
the  grounds  of  alleged  inefficiency  of  labor  or  undermaintenance. 

"I  am  informed  that  the  railroads  have  presented  to  your 
honorable  Commission  claims  against  the  government  of  the 
United  States  amounting  in  aggregate  to  hundreds  of  millions 
of  dollars  on  account  0..  alleged  inefficiency  of  labor  and  deficient 
maintenance  during  the  period  of  government  guaranty,"  said 
he.  "I  understand  further  that  your  honorable  body  is  being 
strongly  urged  to  approve  these  claims  speedily  without  the 
careful  investigation  and  complete  public  hearings,  which  have 
in  the  past  characterized  the  consideration  of  cases  involving 
only  a  fraction  of  the  enormous  amounts  which  the  railroads 
are  now  seeking  to  secure  from  the  public  treasury." 

Manly  charged  in  the  letter  that  the  claims  of  the  railroads 
are  "without  warrant  of  law,  that  they  are  in  large  part  false 
and  fraudulent,"  and  that  they  are  based  on  extravagant  esti- 
mates and  suppositions. 

"The  taxpayers  of  the  United  States  are  already  overbur- 
dened as  a  result  of  the  extravagant  provisions  which  have  been 
made  by  the  law  for  safeguarding  the  property  of  the  railroad 
owners  and  guaranteeing  their  income  at  the  highest  rate  ever 
paid  during  the  history  of  the  transportation  industry,"  he  con- 
tinued. "The  taxpayers,  because  of  their  lack  of  organization, 
are  unable  to  resist  enectively  the  demands  of  the  highly  or- 
ganized and  thoroughly  consolidated  corporations.  Because  of 
this  fact,  I  trust  that  your  honorable  Commission  will  be  dis- 
posed to  view  with  sympathy  this  petition  upon  their  behalf." 

The  People's  Legislative  Service,  according  to  the  heading 
on  its  letterheads,  is,  "On  Guard  for  the  People."  The  executive 
committee  is  composed  of  Senator  LaFollette,  of  Wisconsin, 
chairman;  Representative  George  Huddleston,  of  Alabama;  Wil- 
liam H.  Johnston,  head  of  the  international  machinists'  union, 
secretary-treasurer;  W.  G.-  Lee  and  W.  S.  Stone,  of  the  railroad 
brotherhoods,  and  others. 

The  question  of  determining  the  basis  for  allowances  for 
maintenance  in  the  guaranty  period  has  been  under  considera- 
tion by  the  Commission  for  many  months.  An  extended  argu- 
ment was  made  before  the  Commission  December  4,  1920,  by 
representatives  of  the  railroads  and  the  Railroad  Administra- 
tion. Under  the  transportation  act  the  Commission  must  deter- 
mine the  formula  for  making  allowances  for  maintenance  and 
the  question  is  a  le,pal  one  which  must  be  settled  by  an  interpre- 
tation of  the  provisions  of  the  transportation  act.  the  federal 
control  act,  and  the  standard  contract  between  the  railroads 
and  the  government.  It  is  understood  the  Commission  will 
shortly  announce  a  ruling  on  the  question. 


LAKE  CARGO  COAL  RATE  ATTACKED 

The  formal  complaint  of  the  Michigan  Alkali  and  Huron 
Portland  Cement  Companies,  No.  12924,  against  the  Bessemer 
&  Lake  Erie  only,  in  which  the  reduced  lake  cargo  coal  rate, 
limited  to  west  bank  Lake  Michigan  ports,  was  attacked  as 
unduly  prejudicial,  was  made  public  by  the  Commission  on  July 
14.  The  attack  was  limited  to  the  Bessemer  &  Lake  Erie  be- 
cause the  coal  bought  by  the  complainants  was  carried  by  that 
road  to  Conneaut,  O.,  on  Lake  Erie,  and  no  other  common  car- 
rier by  railroad  was  invo'ved  in  the  transaction  on  the  rate  of 
$1.71,  alleged  to  be  unjustly  discriminatory.  The  complaint  pro 
forma  alleges  the  rate  to  be  in  violation  of  sections  one.  two 
and  three  of  the  interstate  commerce  act.  Reparation  amount- 
ing to  $1,697  is  demanded. 


CONTROL  OF   CALIFORNIA   SOUTHERN 
The  Atchison,  Topeka  &  Santa  Fe  has  applied  to  the  Com- 
mission J'or  authority  to  acquire  control  of  the  California  South- 
ern Railroad  Company  by  lease.     The  termini  of  the  road  are 
Rice  and  Ripley,  Calif. 
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Why    Does    Not   Congress    Explain    Its   Acts? — In   the  older, 

.  before  Tallyruntl  told  the  world  the  real  function 

c.i    Ian: -.uage.    law-makers   employed   the   preamble,   even   as   the 

.sii-nlliiiv,   players  used   the  prologue,  to  tell  those  who  had  to 

read    what   they   wrote,   what   they   were   trying   to   accomplish, 

pin  civi  r,"  as  the  modern  English  has  it.  In  the  time  of 
Charles  I  and  Cromwell,  the  parliament  employed  preambles, 
sometimes  longer  than  the  statutes  themselves,  to  disclose  its 
intentions  in  the  text  following  them.  In  the  early  days  of  this 
republic  the  law-makers  did  likewise.  Why  the  custom  was 
broken,  those  who  know  something  about  the  history  of  law- 
making  in  assemblages,  probably  know.  The  thought  in  con- 
nertlon  with  that  discontinued  custom  is  that  if  Congress  had 
only  indulged  in  it  while  it  was  writing  the  new  law  about 
the  Commission's  power  over  unjust  discriminations  against 
interstate  commerde,  there  would  be  less  heat  and  possibly  more 
light  in  the  discussion  about  that  thirteenth  section.  A  similar 
observation  ccnet  ruing  the  paragraphs  in  the  first  section  and 
in  the  fifth  section  about  the  consolidation,  merging,  or  other 
commingling  of  one  railroad  with  another,  might  also  be  made 
without  insulting  the  commissioners  or  those  who  have  tried 
to  help  them  in  reaching  correct  conclusions  as  to  what  Con- 
SITSS  meant.  It  might  be  suggested  that  the  commissioners 
should  have  no  trouble  on  that  score  because  they  have  with 
them  as  their  colleague  John  J.  Esch,  who  was  chairman  of 
the  House  committee  on  interstate  and  foreign  commerce  and 
one  of  the  conferees  on  the  disagreeing  votes  of  the  two 
houses  when  the  legislation  was  passed.  But  he  was  a  member 
of  the  House  for  so  many  years  that  he  is  wise.  Less  than  a 
week  after  he  became  a  member  of  the  Commission  he  ob- 
served that  there  was  right  smart  of  difference  between  the 
writing  and  the  administering  of  a  statute.  That  looked  like 
an  innocent  remark  at  the  time  it  was  made.  Now,  how- 
ever, it  attains  great  dignity.  It  would  not  be  seemly  for  his 
colleagues  to  insist  that  he  should  tell  the  meaning  of  the 
language,  some  of  which  must  be  his,  for  has  he  not  told  them 
there  is  a  difference  between  the  writing  and  the  administer- 
ing of  a  law?  That  lets  him  out  until  such  time  as  he  is  ready 
to  talk  as  an  administrator  of  the  law.  As  a  maker  of  the 
law  he  did  his  talking  more  than  a  year  ago.  If  his  colleagues 
wish,  they  are  at  liberty  to  read  the  reports  and  the  Con- 
gressional Record  of  debates  to  discover  what  the  law-giver 
meant.  The  Supreme  Court  has  said  that  it  fs  all  right,  now 
that  law-making  bodies  no  longer  employ  the  preamble,  to  have 
a  look  at  their  reports  for  illumination.  The  court  does  not 
think  much  of  the  debates  as  sources  of  light.  Why  it  thinks 
so  little  of  them  is  only  to  be  inferred.  The  inference,  how- 
ever, is  easy.  It  means  that  congressmen  are  too  polite 
to  each  other  when  a  considerable  number  think  that  what 
one  of  their  number  is  talking  "bunk,"  to  inject  remarks  to 
that  effect  in  the  Record.  Therefore  the  Record  is  not  a  com- 
plete report.  The  speech  of  one  member  may  have  been  con- 
-red  "bunk"  by  all  the  others,  therefore  it  is  not  safe  for 
a  court  or  a  Commission  to  depend  on  the  debates  for  en- 
lightenment. Now,  if  the  rules  of  the  House  and  Senate  re- 
quired all  members  to  say  what  they  thought  of  each  speech, 
the  Record  might  afford  real  information  of  value  to  those 
who  pay  the  cost. 

Subsidy  for  Coal  Industry  in  England. — Americans  who  feel 
sad  on  account  of  the  enormous  cost  of  the  government  oper- 
ation of  the  railroads  and  of  the  ships  ought  to  read  about 
England's  plight  in  the  matter  of  coal.  Even  when  the 
demand  for  coal  was  at  its  height,  after  the  war,  England's 
miners  could  not  produce  as  much  as  pre-war,  although  the 
number  employed  was  greater  than  before  the  war.  The  cost 
had  .lumped  from  less  than  a  pound  per  ton  to  about  seventy-four 
shillings,  an  increase  of  between  300  and  400  per  cent.  At  the 
same  time  the  United  States  had  shown  that  it  could  beat  the 
pre-war  production  record  a  long  way  at  a  cost  of  perhaps  75 
or  80  per  cent  greater  than  before  the  war.  Coal  has  been  the 
foundation  of  England's  premiership  in  foreign  commerce  and 
shlpp'ng.  Now  that  basic  industry  is  in  such  bad  shape  that 
the  British  government  is  bound  to  pay  10,000,000  pounds  per 
annum  to  supplement  what  the  owners  of  the  mines  can  afford 
to  pay  their  miners  when  coal  is  being  sold  at  enormous  in- 
creases over  the  pre-war  price.  It  has  got  to  subsidize  the 
production  of  coal,  which  then  cannot  be  sold  at  a  price  as  low 
as  In  the  United  States.  Europe  learned  something  about  Amer- 
ican coal  during  the  war,  when  it  was  sold  at  prices  ranging 
from  $30  to  JBO  a  ton,  and  after  the  war,  when  it  was  some- 
what higher.  When  Europe  gets  on  its  feet,  it  is  believed,  there 
should  be  such  a  tonnage  of  American  coal  going  to  it  as  to 
n  th>  .uV?  of  We  itoi'bjn&'ns'  'w-htf.  eVen  n'oV.  hVVp-  n'o't  fully 


learned  that  the  center  of  the  earth  has  nhifted  from  the  eastern 
to  the  western  hemisphere.  English  coal  mines  are  operated 
In  an  antiquated  fashion  and  there  is  no  reason  to  believe  they 
will  be  model  niztd  HO  as  to  be  able  to  become  the  decisive 
factors  they  were  belore  the  war.  'ihe  liriiish  uhips  may  go  to 
oil  as  fuu,  but  they  will  not  have  oil  to  cany  iruiu  tuuir  home 
porta  as  cargo,  such  as  they  had  beiore  tho  social  and  economic 
revolution  known  as  the  Biiush  coal  strlKe  look  place.  B<uore 
that  strike,  the  British  ship  was  assured  of  a  caigo  every  time 
it  was  ready  to  leave  port,  because  it  had  cheap  coal  to  carry 
to  those  needing  it,  and  was  willing  to  exchange  products  tbat 
could  be  worked  over  or  inertly  handled  in  England  for  its  fuel 
supply.  France  took  coal  beds  away  from  Germany,  but  France 
is  not  producing  enough  to  supply  her  own  needs. 


Railroads  May  Pay  Through  the  Nose  for  Cash. — More  than 
one  man  of  those  who  are  taking  an  interest  in  the  negotiations 
between  the  government  and  the  railroads  looking  toward  a 
funding  of  what  the  railroads  owe  the  government  on  account 
of  capital  expenditures  made  during  federal  control  wonders 
how  much  loss  the  railroads  are  to  sutler  by  reason  ot  their 
necessity  to  obtain  money.  The  railroads  are  like  the  man 
whose  business  Is  running  along  just  above  the  rocks  but  near 
enough  to  them  to  feel  gratings  suggesting  too  close  contact 
with  that  thing  known  as  banki-uptcy.  'ihe  government  is 
claiming  reimbursement  for  the  capital  expenditures,  dohar  for 
dollar,  regardless  of  the  quantity  of  real  value  the  railroads 
obtained.  That  is  to  say,  the  government  is  trying  to  pour 
dollars  into  the  capitalization  of  the  carriers  to  mingie  with  the 
older  dollars,  on  the  theory  that  the  dollars  it  put  in  are  just 
as  good  as  those  the  private  investors  provided.  The  losses 
sustained,  by  reason  of  paying  two  or  three  dollars  for  what 
could  have  been  provided  by  the  owners  of  the  railroads  either 
by  refusing  to  make  the  expenditures  at  the  time  of  inflated 
prices  or  by  refusing  to  meet  the  demands  of  labor,  under  the 
proposed  arrangement,  will  be  borne,  not  by  the  government, 
which  means  the  whole  people,  but  by  the  comparatively  few 
persons  who  own  the  railroads.  Their  pre-war  investments  are 
to  be  made  relatively  smaller  because  of  the  light-weight  dol- 
lars that  will  be  forced  into  the  capitalization  by  the  govern- 
ment. If  the  additional  capitalization  was  11,000,000,000,  it 
would  mean  that  the  Commission  would  have  to  raise  the  esti- 
mate of  value,  for  rate-making  purposes,  to  $19,900,000,000  and 
it  would  have  to  make  rates  that,  in  its  opinion,  would  give  a 
net  return  of  $1,194,000,000,  instead  of  only  $1,134,000,000— the 
net  the  rates  now  in  effect  are  supposed  to  yield.  How  much 
addition  to  capital  would  have  been  made,  in  the  era  of  high 
prices,  had  the  railroads  remained  in  the  hands  of  their  owners, 
nobody  knows.  It  might  have  been  more  than  a  billion,  but 
no  one  really  thinks  that  McAdoo's  policy,  continued  by  Hines, 
saved  a  dollar  in  comparison  with  what  would  have  been  the 
fact  if  the  owners  had  had  control  during  the  war. 


Confusion  in  the  States  of  Europe. — The  need  of  a  commis- 
sion to  break  down  the  multitude  of  obstacles  to  commerce 
erected  during  and  since  the  war,  herein  suggested  immediately 
after  the  creation  of  new  "nations"  was  started  by  "statesmen" 
and  military  strategists,  is  more  clear  now,  it  is  believed,  than 
before.  Nobody  knows  just  how  many  "states"  there  are  in 
Europe  now,  but  outside  of  soviet  Russia  there  are  probably 
forty,  in  an  area  much  less  than  that  of  the  United  States,  each 
jealous  of  its  neighbors,  and  each  equipped  with  a  complete 
set  of  officials  and  laws  operating  without  any  regard  for  its 
neighbors,  when  not  operating  with  actual  military  hostility. 
In  the  city  of  Walk,  the  boundary  line  between  Esthonia  and 
Latvia  runs  down  the  main  street,  marked  by  a  double  row  of 
barbed  wire  entanglements.  No  kind  of  Intercourse  can  take 
place  between  the  parts  of  that  city  after  nightfall.  In  the  day 
time  one  side  of  the  street  can  deal  with  the  other  only  on 
the  terms  of  passport  and  the  payment  of  customs  duties,  with 
the  ruble  as  the  monetary  unit  on  one  side  of  the  street  and 
the  mark  on  the  other.  While  the  units  of  German  and  Russian 
money  are  used,  neither  part  of  the  divided  city  is  German  nor 
Russian.  One  is  Esthonian  and  the  other  Latvian.  France  and 
Great  Britain  are  responsible  for  that  policy,  which  helps  make 
it  impossible  for  Great  Britain  to  pay  interest  on  what  she  owes 
the  United  States.  She  says  she  cannot  pay  because  she  lent 
the  money  to  the  other  allies  and  they  cannot  pay  because  Ger- 
many will  not  pay  them,  and  Germany  says  she  cannot  pay 
because  her  coal  and  iron  have  been  taken  from  her,  and  so 
Americans  pay,  In  depressed  business,  for  the  dozens  of  ludi- 
crous situations  such  as  that  one  at  Walk.  Europe  has  always 
been  the  best  customer  of  the  United  States.  The  time  may 
come  when  the  manufacturers  of  the  United  States  may  have 
to  depend  on  the  "starving  millions"  of  China  and  India  to 
absorb  their  surplus  products  because  Europe  Is  too  much  di- 
vided to  do  much  business.  If  the  League  of  Nations  could  be 
converted  Into  a  trade  regulating  body  such  as  the  Interstate 
Commerce  Commission,  with  power  to  make  rates  and  rules 
that  would  facilitate  trade  by  eradicating  the  barbed  wire  en- 
s  oT  fliplbtoVy  atfd  mimfcrism,  It.mlfrb't.tte  inaUe  tfffo 
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a  body  that  would  mitigate  some  of  the  economic  horrors  of 
the  war.  Yet,  as  punishment  for  Germany  and  Austria,  the 
United  States  shortly  will  make  a  treaty  of  peace  with  them 
that  will  indorse  the  things  that  have  been  done.  It  would  be 
better  for  humanity,  perhaps,  if  Germany  and  Austria  were 
annexed  to  France,  and  all  the  Slavic  and  near  Slavic  "nations" 
like  Esthonia  and  Latvia,  between  Germany  and  Russia,  as  far 
south  as  the  Danube,  were  erected  into  one  state,  and  all  the 
petty  kingdoms  of  the  Balkans  into  another,  with  a  slice  east 
of  the  Adriatic  to  satisfy  Italy  for  the  sacrifices  she  made  in 
the  war.  A  forced  union  of  the  Scandinavian  states,  including 
Finland,  might  also  help,  though  that  would  probably  not  suit 
British  diplomacy,  any  more  than  would  the  re-creation  of  1 
Frankish  empire  by  extending  the  borders  of  France  to  include 
Germany  and  Austria.  A-  E-  H- 


VALUATION  REPORTS 

The  Tragic  World  Washington  Bureau 

Final  values  on  the  properties  of  the  Toledo,  St.  Louis  & 
Western  the  Ann  Arbor,  Trinity  &  Brazos  Valley,  Chicago,  Mil- 
waukee &  Gary,  Lithonia  &  Arabia  Mountain,  Milstead  Railroad, 
B'aney  &  Southern,  and  the  Sunset  were  announced  by  the 
Commission  July  14,  when  the  tentative  final  valuation  reports 
were  made  public. 

The  property  of  the  Toledo,  St.  Louis  &  Western,  as  of  June 
30  1916,  wholly  owned  and  used,  was  valued  at  $17,282,977,  and 
total  used,  at  $17,326,263.  On  the  valuation  date  the  carrier 
had  $48,412,413.71  in  outstanding  stocks,  bonds  and  other  long- 
term  debts.  Of  the  securities  outstanding,  $19,947,600  were  in 
capital  stock,  $9,575,000  in  prior  lien  bonds,  $6,500,000  m  first 
mortgage  bonds;  $11,527,000  in  gold  bonds,  $50,000  in  equipment 
trust  certificates,  and  $812,813.71  in  equipment  notes.  Since  ( 
tober  22,  1914,  the  property  of  the  carrier  has  been  in  the  hands 
of  a  receiver. 

In  the  case  of  the  Ann  Arbor  the  Commission  found  that 
as  of  June  30,  1915,  the  final  value  of  property  wholly  owned 
and  used  was  $11,046,455;  owned  but  not  used,  $30,785;  used 
but  not  owned,  $80,822.  On  the  date  of  valuation  the  carrier 
had  outstanding  common  stock  of  $3,250,000;  preferred  stock 
of  $4,000,000;  funded  debt  of  $10,010,842.81,  and  non-negotiable 
debt  to  affiliated  companies  of  $10,696.02,  making  a  total  of  cap- 
ital obligations  of  $17,271,538..83. 

The  final  value  of  the  property  of  the  Trinity  &  Brazos  Val- 
ley as  of  June  30,  1916,  was  found  to  be  $9,064,056  for  total 
property  owned  and  $9,064,566  for  total  property  used.  On  the 
date  of  valuation  the  carrier  had  outstanding  capital  obligations 
of  $17,531,645.37,  of  which  $304,000  was  capital  stock  and  the 
rest  long-term  indebtedness. 

The  property  of  the  Chicago,  Milwaukee  &  Gary,  as  of  June 
30,  1915,  was  valued  as  follows:  Total  owned,  $2,889,475;  total 
used,  $2.889.974.  Capital  stock  and  long-term  debt  of  the  carrier 
totaled  $13.093,187.59,  of  which  $5,500,000  was  capital  stock. 

The  final  value  of  the  property  of  the  Lithonia  &  Arabia 
Mountain,  as  of  June  30,  1916,  total  owned,  was  fixed  at  $47,000, 
and  total  used,  $51,858.  It  had  on  date  of  valuation  outstanding 
capital  stock  of  $60,000. 

The  final  value  of  the  Milstead  Railroad,  as  of  June  30,  1916, 
was  fixed  as  follows:  Total  owned,  $31,706;  total  used,  $31,924. 
The  carrier  had  a  total  of  $32,000  in  capital  stock  and  long-term 
debts  on  the  date  of  valuation. 

The  Commission  found  the  final  value  of  the  property  of  the 
Blaney  &  Southern,  as  of  June  30,  1916,  to  be  $56,000.  It  had 
a  total  of  $130.544.11  in  capital  stock  and  long-term  debt  on  the 
date  of  valuation,  $75,000  of  that  being  capital  stock. 

The  final  value  of  the  Sunset  Railway,  as  of  June  30,  1916, 
was  fixed  as  follows:  Total  used,  $1,468,226;  total  owned, 
$1,361,298.  The  carrier  had  outstanding  on  date  of  valuation 
a  total  of  $1,606,000  in  stocks  and  bonds,  of  which  $1,000,000  was 
in  capital  stock. 

Tentative  valuation  reports  covering  the  properties  of  the 
Montana  Western,  Timpson  &  Henderson,  South  Manchester, 
White  River  and  the  Gulf,  Texas  &  Western  railroad  companies 
were  made  public  by  the  Commission  July  18. 

The  Commission  found  the  final  values  of  the  properties  as 
of  the  dates  given  to  be  as  follows:  Montana  Western  Railway 
Company,  as  of  June  30,  1915,  $186,500;  the  Timpson  &  Hender- 
son Railway  Company,  as  of  June  30,  1917,  used,  $392,643;  owned, 
$390,000;  the  South  Manchester  Railroad  Company,  as  of  June 
30,  1916,  used,  $184,425;  owned,  $171.188;  the  White  River  Rail- 
road Company,  as  of  June  30,  1917,  $392,223;  the  Gulf,  Texas  & 
Western,  as  of  June  30,  1917,  $1,667,771. 

Tentative  valuation  reports  on  the  properties  of  the  Mount 
Hood  Railroad  Company,  the  Garden  City  Western  Railway 
Company,  the  Peoria  Railway  Terminal  Company,  the  Gideon 
&  North  Island  Railroad  Company,  the  St.  Louis  Southwestern 
Railway  Company  of  Texas  and  the  Stephenville  North  &  South 
Texas  Railway  Company,  the  Washington  and  Choctaw  Rail- 
way Company  and  the  Sardis  &  Delta  Railroad  Company  were 
made  public  by  the  Commission  July  20. 

In '  It*,  report  *on  'the  Mount  Hood,  rhe  •  Commission-  found- 


that  as  of  June  30,  1916,  the  final  value  of  total  used  property 
was  $507,463  and  of  total  owned,  $507,032. 

As  of  June  30,  1916,  it  valued  the  total  owned  property  of 
the  Garden  City  Western  at  $192,057,  and  the  total  used  pro- 
perty at  $192,099. 

The  property  of  the  Peoria  Railway  Terminal  Company,  as 
of  June  30,  1916,  was  valued  as  follows:  total  used,  $1,126,355; 
total  owned,  $1,122,306. 

The  total  used  property  of  the  Gideon  &  North  Island 
was  valued  at  $130,906,  and  total  owned,  at  $108,600,  the  valu- 
ation date  being  June  30,  1917. 

One  report  was  made  on  the  properties  of  the  St.  Louis 
Southwestern  of  Texas  and  the  Stephenville  North  &  South 
Texas.  The  Commission  found  that  as  of  June  30,  1915,  the 
final  values  in  the  case  of  the  St.  Louis  Southwestern  of  Texas 
were  as  follows:  total  used  but  not  owned,  $2,198,108;  total 
used,  $26,029,939;  total  owned,  $23,831,840.  The  Stephenville 
North  &  South  Texas,  which  is  operated  under  lease  by  the 
St.  Louis  Southwestern  of  Texas,  as  of  June  30,  1915,  was  valued 
at  $2,150,000. 

The  final  value  of  the  property  of  the  Washington  & 
Choctaw,  as  of  June  30,  1915,  owned  and  used,  was  placed  at 
$147,865. 

The  property  of  the  Sardis  &  Delta,  as  of  June  30,  1916, 
owned  and  used,  was  valued  at  $116,000. 


COMMISSION  ORDERS 

The  order  entered  in  No.  10996,  H.  F.  Watson  Co.  et  al.  vs. 
Director-General,  Alton  &  Southern  et  al.,  to  become  effective 
August  27  on  30  days'  notice,  has  been  modified,  in  so  far  as  it 
relates  to  rates  between  trunk  lines  and  New  England  territories, 
so  as  to  become  effective  October  27  on  30  days'  notice. 

The  complaint  in  No.  12789,  Central  Iron  &  Steel  Co.  vs. 
Campbell's  Creek  Railroad  et  al.,  has  been  amended  by  making 
the  Pennsylvania  Railroad  an  additional  party  defendant. 

The  New  Orleans  Joint  Traffic  Bureau  and  The  Producers' 
Manufacturers'  Protective  Association  have  been  permitted  to 
intervene  in  No.  12807,  California  and  Hawaiian  Sugar  Refining 
Corporation  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Certain-teed  Products  Corporation  has  been  permitted 
to  intervene  in  No.  12635,  Co-operative  Oil  &  Paint  Co.  vs.  Di- 
rector-General, B.  &  O.  et  al. 

The  Indiana  Portland  Cement  Co.  has  been  permitted  to  in- 
tervene in  No.  12824,  the  Atlas  Portland  Cement  Co.  vs.  C.  B. 
&  Q.  et  al. 

The  Lincoln  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12653,  the  Mangelsdorf  Seed  Co.  vs.  A.  T.  & 
S.  F.  et  al.,  and  No.  12653  (Sub-No.  1),  Same  vs.  Director-Gen- 
eral. . 

The  Commission  has  reopened  for  further  oral  argument  No. 
6194,  Holmes  &  Hallowell  Co.  vs.  Great  Northern  et  al.,  and  the 
cases  docketed  therewith.  The  order  entered  March  8  in  these 
cases,  and  subsequently  amended,  will  remain  in  full  force. 

The  complaint  in  No.  12644  (Sub  No.  1),  The  Lakewood 
Engineering  Co.  vs.  B.  &  O.  et  al.,  has  been  amended  by  mak- 
ing the  Cumberland  Valley  R.  R.,  the  P.  R.  R.,  and  the  P.  &  R. 
Ry.  additional  parties  defendant. 

As  the  complaints  in  Nos.  12606,  Standard  Shipbuilding 
Corp.  vs.  Director-General,  and  Erie  Railroad,  and  12658,  Tren- 
mor  Cone  vs.  C.  B.  &  Q.',  have  been  satisfied,  they  have  been 
dismissed. 

The  complaint  in  No.  12496,  the  Silica  Sand  Producers' 
Traffic  Assn.  et  al.  vs.  Pere  Marquette,  Director-General,  et  al., 
has  been  dismissed  at  complainants'  request. 

Armour  &  Co.  have  been  permitted  to  intervene  in  No.  12699, 
the  American  Farm  Bureau  Federation  et  al.  vs.  Aberdeen  & 
Rockfish  et  al. 

The  Rawalt  Coal  Company  has  been  permitted  to  intervene 
in  No.  12626,  Canton  Coal  Co.  vs.  Toledo,  Peoria  &  Western  et  al. 

The  Commission  has  reopened  for  further  hearing  Nos.  6490, 
Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  Southern  Pacific  et  al.,  and 
8819,  West  Coast  Lumbermen's  Association  et  al.  vs.  Boston  & 
Albany  et  al. 


PETITIONS    FOR    REHEARING 

The  Pullman  Railroad  Company  has  asked  the  Commission 
to  vacate  its  order  and  grant  a  rehearing  in  No.  4181,  Second 
Industrial  Railways  Case,  and  I.  &  S.  Docket  414,  Cancellation 
of  Rates  in  Connection  with  Small  Lines  by  Carriers  in  Offi- 
cial Classification  Territory. 

Complainants  in  No.  11565,  Providence  Fruit  &  Produce  Ex- 
change et  al.  vs.  Director-General,  have  asked  the  Commission 
to  grant  a  rehearing. 

The  Director-General  has  asked  the  Commission  to  grant  a 
rehearing  in  No.  9086,  Channel  Chemical  Co.  vs.  A.  T.  &  S.  F. 
et  al. 
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Decisions  of  Interstate  Commerce  Commission 


KANSAS  RATES,  FARES  AND  CHARGES 

With  Commissioner  Campbell  Joining  Commissioner  East- 
111:111  in  complete  dissent  from  the  Commission's  interpretation 
of  its  powers  under  the  transportation  act  to  regulate  intrastate 

s,  and  Commissioner  Lewis  in  a  dissenting  opinion  in  which 

concurred  with  the  majority  report  as  to  passenger  fares 
hut  not  as  to  classes  of  intrastate  rates  higher  than  correspond- 
ing interstate  rates,  the  Commission,  in  No.  11916,  Kansas  Rates, 
s  and  Charges,  opinion  No.  6995,  62  I.  C.  C.  440-63,  has  or- 
dered the  railroads  in  Kansas  to  establish,  on  or  before  August 
L'l,  on  not  less  than  five  days'  notice,  passenger  fares  and  excess 
baggage  charges,  rates  on  milk  and  cream,  and  freight  rates 

•  asod  by  the  percentage  amounts  prescribed  for  interstate 
trallic  in  that  territory  in  Ex  Parte  74.  Petroleum,  crude,  fuel, 
road  and  gas  oils,  petroleum  asphalt,  and  petroleum  wax  tailings 
were  exempted  from  the  order.  The  increases  authorized  are 
to  be  applied  on  the  rates,  fares  and  charges  in  effect  July  29, 
1920. 

"I  am  unable  to  give  my  assent  to  the  conclusions  reached 
by  the  majority  herein."  said  Commissioner  Campbell  in  his 
dissenting  opinion.  "I  cannot  believe  that  the  Congress,  enact- 
ing thp  amendment  of  1920  to  the  interstate  commerce  act,  in- 
imded  to  do  more  than  to  express  by  statute  the  law  as  an- 
nounced in  the  Shreveport  cases.  The  dissenting  opinion  of 
Commissioner  Eastman  in  Rates,  Fares  and  Charges  of  N.  Y.  C. 
R.  R.  Co.  (59  I.  C.  C.  290-299),  to  my  mind  is  a  d°ar  exposition 
of  the  law  and  construes  the  act,  in  so  far  as  this  particular1 
feature  is  concerned,  as  the  Congress  intended  it  to  be  con- 
strued. 

"The  report  in  this  case  clearly  shows  that  the  Court  of  In- 
dustrial Relations  of  Kansas  had  under  consideration  the  earn- 
ings accruing  to  the  various  carriers  urder  the  existing  state 
rates  when  it  denied  the  increases  sought  by  the  carriers  fol- 
lowing our  decision  in  Increased  Rates,  1920,  58  I.  C.  C.  220.  It 
calls  particu'ar  attention  to  the  fact  that  the  intrastate  class 
rates  between  many  points  in  Kansas  are  relatively  higher  than 
certain  interstate  rates.  Notwithstanding  this  showing  of  the 
existence  of  apparent  discrimination  between  state  and  inter- 
state rates,  the  majority  in  effect  perpetuates  this  discrimina- 
tion instead  of  ordering  its  removal  and  thereby  takes  away 
from  the  state  authorities  the  right  to  remove  discrimination 
which  may  have  existed  and  which  will  hereafter  continue  to 
exist. 

"I  have  not  been  able  after  a  careful  reading  of  section  13 
to  find  any  new  grant  of  jurisdiction  over  intrastate  rates  that 
the  Commission  did  not  already  have  under  section  3  through 
the  doctrine  announced  in  the  Shreveport  decisions.  Subdivision 
4  of  section  13  provides  that  whenever  after — 

investigation  the  Commission,  after  full  hearing,  finds  that  any  such 
rate.  fare,  charge,  classification,  regulation,  or  practice  causes  any 
undue  or  unreasonable  advantage,  preference  or  prejudice  as  between 
persons  or  localities  in  intrastate  commerce  on  the  one  hand  nnd 
interstate  or  foreign  commerce  on  the  other  hand,  or  any  undue, 
unreasonable  or  unjust  discrimination  againit  interstate  or  foreign 
commerce,  which  is  hereby  forbnlrten  and  declared  to  be  unlawful,  it 
shall  prescribe  the  rate.  fare,  or  charge,  or  the  maximum  or  minimum, 
or  maximum  and  minimum,  thereafter  to  be  charged,  and  the  classi- 
fication, regulations,  or  practice  thereafter  to  be  observed,  in  such 
ninnner  as.  in  its  judgment,  will  remove  such  advantage,  preference, 
prejudice  or  discrimination. 

clearly  pointing  out  that  we.  in  order  to  take  jurisdiction  over 
intrastate  rates,  must  after  full  hearing  find  discrimination.  The 
proceedings  in  all  of  the  state  cases  clearly  indicate  to  my  mina 
that  they  are  not  instituted  and  the  hearings  held  for  the  pur- 
pose of  determining  discrimination  only,  but  for  the  purpose  of 
determining  the  amount  of  revenue  to  be  given  to  the  carriers. 

1  cannot  bring  myself  to  believe  that  the  law  is  broad  enough 
HI   v.  st.  us   with   jurisdiction   over  intrastate   rates   for  revenue 
purposes,  especially  when  we  take  into  consideration  subdivision 

2  of  section  I  of  the  interstate  commerce  act,  which  states  that 
the  provisions  thereof  shall  not  apply 

(11     To   the   transportation   of  passengers  or   property,   or  to  the 
iviiiK,   delivering,    storage   or  handling   of   property,   wholly  within 
and  not  shinned  to  or  from  n  foreign  country  from  or  to  any 
e  in  tlie  Tnitrd  States  as  aforesaid." 

Commissioner  Lewis,  dissenting  in  part,  said: 
"While  holding  the  belief  that  the  railroads  of  this  country 
must  be  viewed  and  dealt  with  broadly  as  a  national  transporta- 
tion system,  and  that  if  state  authority  seeks  to  maintain  prefer- 
ences for  local  interests  that  are  detrimental  to  realization   of 
h   concept   a   broader  regulation  must   be   applied,   I   believe 
that  the  majority  in  this  instance  carry  the  doctrine  of  federal 
authority  to  unjustified  extremes. 

"My  conception  of  the  intent  of  the  Congress,  as  expressed 
In  section  15a  of  the  interstate  commerce  act.  is  that — at  least 


in  meeting  the  extreme  crislx  that  confronted  the  CongresH  at 
the  time  of  Its  enactment  and  which  still  continue* — no  state 
shall  have  the  power  to  maintain  charges  for  transportation 
which  will  result  in  that  state's  falling  to  carry  its  Just  part  of 
the  transportation  load  or  create  conditions  which  will  thwart 
this  accomplishment. 

"As  I  view  it,  federal  authority  is,  therefore,  applicable  only 
(1)  to  prevent  unjust  discrimination  or  undue  preference,  pro- 
hibited by  sections  2,  3  and  13  of  the  interstate  commerce  act, 
or  (2)  in  the  matter  of  rates,  fares  and  charges  which  do  not 
sustain  their  fair  share  of  the  burden  of  maintaining  the  na- 
"tional  system  of  transportation  (section  15a).  I  therefore  con- 
cur in  the  application  of  federal  authority  to  set  aside  state- 
authorized  tariffs,  such,  for  example,  as  those  for  the  transpor- 
tation of  passengers  in  Kansas.  Again— using  passenger  fares 
for  purposes  of  illustration — wholly  aside  from  the  discrimination 
between  intrastate  and  interstate  passengers  In  Kansas,  there 
is  discrimination  between  people  in  Kansas  paying  a  3-cents-per- 
mile  rate  and  people  in  Nebraska,  Colorado,  Missouri,  Iowa,  and 
other  states  in  the  same  group,  who,  either  by  action  of  their 
own  state  commissions  or  by  reason  of  action  by  this  Commis- 
sion, are  paying  3.6  cents  per  mile  for  the  same  service  per- 
formed under  conditions  that  are  practically  identical  with  those 
prevailing  in  Kansas.  Moreover,  the  maintenance  of  lower  rates 
for  like  service  in  one  state  causes  resentment  in  the  other  states. 
Ultimately  this  must  be  reflected  in  unfavorable  action  in  states 
that  otherwise  would  willingly  carry  their  full  apportionment  of 
the  burden  of  transportation.  Such  conditions  would  lead  to  de- 
structive confusion,  if  not  to  chaos.  It  is  obvious  that  losses  re- 
sulting from  such  lower  rates  and  fares  or  disturbances  must  be 
recouped  by  (1)  higher  interstate  rates  and  fares,  or  (2)  higher 
rates  and  fares  in  other  states.  I  concur,  therefore,  in  the  action 
of  the  majority  in  the  matter  of  all  such  rates,  fares  and  charges 
which  not  only  are  violative  of  the  prohibition  against  unjust 
discrimination  and  undue  preference  or  prejudice,  but  which 
also  fail  to  meet  the  requirements  of  section  15a. 

"However,  there  is  in  Kansas  a  great  body  of  freight  rales 
prescribed  by  state  authority  that  are  higher  than  corresponding 
interstate  rates.  The  report  sets  out  the  fact  that  the  mileage 
class  rates  applicable  generally  throughout  the  state  exceed  the 
rates  on  traffic  moving  into  Kansas  from  those  points  where  the 
principal  competition  is  encountered.  Further,  due  to  the  ab- 
sence of  joint  rates,  the  intrastate  shipper  must  pay  for  the 
transportation  of  his  traffic,  as  a  rule,  a  greater  sum  than  is  re- 
quired of  his  competitors  at  Kansas  City  and  St.  Joseph.  The 
report  shows  that  the  rates  on  live  stock  and  certain  other  com- 
modities in  Kansas,  being  based  on  the  mileage  scale,  are  rela- 
tively higher  than  the  interstate  rates.  Other  such  instances  in 
which  the  disadvantage  is  against  the  intrastate  shipper  are 
cited. 

"The  transportation  services  whether  pertaining  to  inter- 
state or  intrastate  commerce  are  found  to  be  performed  under 
substantially  similar  circumstances  and  conditions.  How,  then, 
in  such  instances  where  the  interstate  shipper  now  pays  a  rela- 
tively lower  rate  than  the  intrastate  shipper,  can  it  be  found 
that  he  is  subjected  to  undue  prejudice,  or  that  free  movement 
of  interstate  commerce  is  impeded  or  that  such  rates  result  in 
a  burden  being  laid  on  interstate  commerce? 

"I  am  not  unmindful  of  the  provision  that  nothing  in  the 
order  shall  be  construed  as  requiring  any  common  carrier  to 
establish,  put  in  effect,  or  maintain  any  rate,  fare,  or  charge  for 
the  transportation  of  passengers  or  property  in  intrastate  com- 
merce which  is  greater  than  its  corresponding  rate,  fare,  or 
charge  applicable  to  such  transportation  in  interstate  commerce. 
This,  however,  does  not  fully  meet  the  situation  in  at  least  sev- 
eral respects,  which  need  not  be  discussed  here. 

"It  is  my  opinion  that  the  Commission  goes  too  far  when, 
encountering  such  a  situation,  it  sweepingly  condemns  practi- 
cally the  entire  rate  structure  and  issues  an  order,  the  effect  of 
which  is  to  set  aside  or  cripple  state  authority  that,  except  in 
the  case  of  certain  rates  which  can  be  isolated  and  dealt  with 
separately,  does  not  appear  to  have  been  exercised  in  a  manner 
unfair  to  the  railroads,  or — except  in  such  instances — has  not 
failed  to  cover  its  part  of  the  maintenance,  operation  and  suc- 
cess of  the  national  or  group  transportation  system. 

"The  state's  action  was  taken  after  hearing.  The  foregoing 
report  and  order  shows  that  'the  steam  carriers  and  Court  of 
Industrial  Relations  estimate  that  on  a  year's  business  the  reve- 
nues of  the  steam  carriers  from  intrastate  traffic  hi  Kansas 
would  be  considerably  over  $3,000,000  less  than  if  the  increases 
authorized  by  us  for  interstate  commerce  were  applied.'  The 
carriers'  estimate  is  $3,245,942.45,  and  the  estimate  of  the  Court 
of  Industrial  Relations  is  $3,409.636.49.  These  estimates  segre- 
gate the  specific  business  on  which  the  so-called  losses  occur. 
They  show  that  by  putting  into  effect  the-  interstate  passenger, 
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excess  baggage  and  milk  and  cream  rates  approximately  $1,950,- 
000  of  this  loss  could  be  prevented  and  that  practically  all  of 
the  remainder  would  be  wiped  out  by  similar  action  in'  the  case 
of  rates  on  a  few  specific  commodities. 

"The  most  unfortunate  effect  of  such  sweeping  condemna- 
tion of  all  state  rates  is  the  prostration  of  state  authority.  The 
effect  is  to  create  a  situation  in  which  local  facilities  for  read- 
justing state  rates  to  the  level  of  interstate  rates  are  seriously 
disturbed,  if  not  destroyed.  On  the  other  hand,  the  federal  com- 
mission does  not  set  itself  to  the  work  of  making  corrections. 
It  contents  itself  by  declaring  that  its  order  is  not  to  be  ccn- 
strued  as  requiring  the  carriers  to  maintain  intrastate  rates  in 
excess  of  corresponding  interstate  rates,  leaving  to  whoever 
may  be  interested  the  task  of  determining  the  comparative  levels 
and  instituting  such  action  as  may  be  necessary  to  remove  dis- 
crimination against  state  traffic. 

"Objections  such  as  outlined  could  be  eliminated  by  recogni- 
tion of  state  authority,  with  approval,  to  the  extent  that  it  has 
functioned  properly,  and  by  limiting  invasion  by  federal  au-' 
thority  only  in  so  far  as  is  necessary  to  correct  such  state  au- 
thority exercised  at  variance  with  the  requirements  of  the  fed- 
eral law. 

"In  short,  my  concept  of  the  law  and  of  possibilities  for  its 
successful  and  more  acceptable  administration  inclines  me  to 
a  course  of  preservation  and  strengthening  of  state  tribunals 
which  are  well  designed  for  the  hearing  and  settlement  of  local 
affairs  and  to  the  working  out  of  a  coordination  of  such  agencies 
with  those  of  federal  regulation." 

The  Kansas  Court  of  Industrial  Relations,  which  has  since 
been  succeeded  by  the  Kansas  public  utilities  commission  as  to 
regulation  of  intrastate  commerce,  granted  a  30  per  cent  increase 
in  freight  rates  except  as  to  rates  on  petroleum  products,  and 
with  certain  exceptions  as  to  the  rates  on  brick  and  articles 
basing  thereon,  cement  and  articles  basing  thereon,  and  crushed 
stone,  sand  and  gravel  and  articles  basing  thereon.  The  appli- 
cation for  permission  to  increase  passenger  train  service  charges 
was  denied,  except  that  the  surcharge  on  passengers  in  sleeping 
and  parlor  cars  was  granted. 

After  a  detailed  discussion  of  the  contention  of  the  Kansas 
authorities  that  in  many  instances  rates  in  Kansas  are  relatively 
higher  intrastate  than  interstate,  Commissioner  McChord,  who 
wrote  the  majority  opinion,  said:  "As  we  understand  it,  these 
inconsistencies  are  referred  to  by  the  Court  of  Industrial  Re- 
lations, not  with  the  idea  that  we  should  here  correct  them,  but 
as  reasons  why  we  should  not  supplant  the  general  increase  of 
30  per  cent  in  Kansas  with  one  of  35  per  cent.  The  inconsist- 
encies that  are  pointed  out  are  not  new  developments,  but  are 
matters  of  long  standing." 

Further,  after  a  discussion  of  the  rates  on  cement,  Commis- 
sioner McChord  said: 

If  the  intrastate  rates  are  increased  to  the  extent  sought  by  the 
carriers,  many  intrastate  rates  Will  exceed  the  interstate  rates,  even 
between  the  same  points  in  Kansas.  The  interstate  rates  appl'cahle 
between  points  within  the  state  of  Kansas  via  intrastate  routes  are 
nothing  more  nor  less  than  proportional  rates.  However,  in  this  con- 
nection we  may  call  attention  to  the  amended  orders  in  several  intra- 
state cases  that  have  been  before  us,  which  provide  that  no  carrier 
is  remilred  to  maintain  a  higher  intrastate  rate  than  its  correspond- 
ing interstate  rate. 

The  Commission  paid  the  oil  shippers  of  Kansas  vigorously 
opposed  any  further  intrastate  increases.  They  contended  that 
any  further  increases,  particularly  in  the  rates  on  low-grade 
oils,  would  be  disastrous  to  the  refiners,  as  they  would  more  than 
wipe  out  the  profit,  there  being  too  narrow  a  margin  between  the 
values  of  the  crude  oil  and  refined  oil.  Kansas  oil  refineries,  the 
CommiFsion  said,  are  either  not  operating  at  all  or  only  at  about 
half  capacity. 

The  order  of  the  Commission  was  made  applicable  to  the 
Joplln  &  Pittsburgh  Railway  Company,  an  electrically  operated 
road.  As  to  the  Arkansas  Valley  Interurban  Railway,  it  was  held 
that  the  reasonable  rates,  fares  and  charges  for  interstate  ap- 
plication on  that  road  are  and  would  be  those  in  effect  July  29, 
1920,  plus  the  increases  authorized  for  the  western  group  in  Ex 
Parte  74.  This  carrier  was  not  involved  in  Ex  Parte  74,  as  it  had 
done  only  an  intrastate  business.  It  connects  with  steam  roads, 
however,  which  recently  agreed  to  the  establishment  of  joint  in- 
trastate and  interstate  rates.  The  record  will  be  held  open 
with  reference  to  this  carrier's  intrastate  rates. 


REPARATION  FOR  UNDUE  PREJUDICE 

An  extended  review  of  the  principles  of  law  upon  which  a 
shipper  may  claim  reparation  in  damages  on  account  of  an 
unduly  prejudicial  rate  adjustment,  extended,  of  course,  in  com- 
parison with  the  reports  or  opinions  of  the  Commission,  and  not 
in  comparison  with  op'nions  of  some  courts,  was  made  by  Com- 
missioner Potter  In  No.  8190.  A.  H.  Kerr  &  Co.  rt  al  vs  Sand 
Springs  et  al.,  opinion  No.  6973.  62  I.  C.  C.  296-302.  Commis- 
sioners McChord  and  Eastman  dissented,  without,  however,  set- 
ting forth  their  grounds  of  dissent.  Commissioner  Campbell  <Md 
not  participate  in  the  case.  The  report  also  covers  No.  10343, 
Schram  Glass  Manufacturing  Co.  vs.  A.  T.  &  S.  F.,  Director- 
rjetfe'ral  et  al..  tfeVa'use,  a*  Co'mmWs'fcrnfcr  Fdtfer  etalti,  tibe  'two 


cases  were  essentially  similar,  reparation  being  the  principal 

issue 

This  report  was  made  on  further  hearing,  the  original  being 
contained  in  40  I.  C.  C.  291,  decided  June  23,  1916.  In  that  report 
the  Commission  found  the  relationship  of  rates  unduly  prejudicial 
to  the  complainants,  cne  a  manufacturer  of  glass  fruit  jars  and 
jelly  glasses  at  Sand  Springs,  Okla.,  and  the  other  an  Oregon 
corporation  engaged  in  the  rale  and  distribution  of  fruit  jars 
and  jelly  glasses.  The  Commission  held  the  adjustment  of  rates 
to  be  unduly  preferential  of  competing  manufactures  at  Muncie, 
Ind.,  Wheeling,  W.  Va.,  and  Washington,  Pa.  The  relation  con- 
demned was  a  parity  brought  about  by  the  elimination  of  a 
differential  of  10  cents  November  15,  1914,  as  to  California 
terminals  and  June  10,  1915,  as  to  the  north  Pacific  coast 
terminals.  The  differential  was  re-established  December  1,  1917. 

A  supplemental  complaint,  praying  reparation  on  numerous 
carload  shipments  that  were  made  in  competition  with  shipments 
from  Muncie  and  elsewhere  was  filed.  That  supplemental  com- 
plaint was  dismissed,  upon  a  finding  of  no  damage,  in  52  I.  C.  C. 
287.  The  case  was  re-opened,  for  further  hearing,  "as  to  the  fact 
and  the  measure  of  damage,  if  any,  attributable  to  rate  adjust- 
ment." The  Potter  report  is  on  this  emplified  record. 

The  Schram  company,  complainant  in  No.  10343.  has  a  p'ant 
at  Hillsboro,  111.,  and  another  at  Sapulpa,  not  far  from  Sand 
Springs.  In  that  case,  en  the  record  under  discussion  in  this 
report,  the  Commission  found  the  same  undue  prejudice  ana 
undue  preference  it  found  in  the  original  report  in  the  Kerr  case, 
so  the  final  issue  was  as  to  what,  and  the  measure  of  damage,  if 
any,  arising  from  the  maladjustment  of  the  rates. 

On  that  issue  of  damage,  the  Commission  held  that  the  undue 
prejudice  had  not  been  shown  to  be  the  proximate  cause  of  any 
injury  to  the  complainants,  wherefore  the  cases  were  ordered 
to  be  dismissed. 

In  his  discussion  of  the  principles  that  must  govern  in  an 
award  of  damages  on  a  finding  of  undue  prejudice  and  pref- 
erence, Mr.  Potter  said: 

In  substance,  three  propositions  form  the  basis  of  complainants' 
contentions  that  they  have  been  damaged:  (1)  that  the  selling 
prices  which  they  were  forced  to  m«-et  at  destination  were  fixed 
by  their  competitors,  especially  by  the  one  at  Muncie;  (21  that 
competitors'  prices  were  based  upon  cost  of  production,  plus  pro- 
fit, plus  freight  rates;  and  (3)  that  timely  increase  of  those  freight 
rates  by  the  amounts  of  the  former  differentials  would,  of  necessity, 
have  been  reflected  in  a  corresponding  enhancement  of  competitors 
selling  prices,  since  the  freight  rate  was  a  factor  in  those  prices, 
with  the  result  that  comp'ainants.  through  increased  prices,  could 
and  would  have  taken  the  amounts  of  the  differentials  as  additional 
profits. 

These  propositions  do  not  appear  to  give  due  wels-ht  to  the 
fact  that  complainants  had  to  meet  important  competition  other 
than  of  the  eastern  plants;  that  the  Muncie  competitor  also  ope- 
rated a  plant  at  Wichita  Falls,  and  the  Wheeling-Washinfrton  com- 
petitor had  fruit  jars  manufaptured  for  its  account  at  Blackwell. 
both  of  which  points  have  s!nce  May  6.  1915.  taken  the  same  rates 
as  Sand  Snrlrgs  and  Sapulpa;  that  the  factory  at  San  Francisco 
had  much  lower  rates  to  this  destination  territory  than  either  com- 
plainants or  their  eastern  competitors;  that  the  complainants'  plants 
at  Sand  Springs  and  Samilpa  were  in  competition  with  each  other 
and  that  the  plant  at  Sand  Springs  was  in  competition  with  the 
p'ant  at  Hillsboro.  Complainants  admit  that  thev  meet  the  com- 
petition of  all  other  manufacturers  and  freouentlv  of  each  other, 
yet  they  insist  that  they  have  been  damaged  to  the  extent  of  the 
former  differentials  under  Muncie.  Wheeling,  and  Washington. 
They  concede  to  their  principal  competitors  a  rightful  advantage 
in  materially  lower  production  cost,  enabling  those  competitors 
to  reduce  prices  out  of  all  proportion  to  the  former  differentials, 
but  claim  that  their  own  rightful  advantage  In  freight  rates  en- 
titles them  to  damages  and  fixes  the  measure  of  such  damages, 
on  the  theory  th«t  no  matter  what  their  eastern  competitors,  pro- 
duction cost  advantage  was,  the  de'iver»d  prices  that  thev  made, 
and  wh'ch  the  eomn'Mnants  were  compelled  to  meet  were  based  in 
pprt  ur>on  freight  rate1*  and  always  reflected  in  fu'l  the  advantage 
which  t*e  eastern  nlants  had  by  reason  of  the  imduly  preferential 
rate  adlust»^ent.  Complainants'  assumption  that  th~ir  eastern  com- 
petitors' delivered  prices  were  based  upon  production  cost  plus  a 
r'-fl«onahle  profit  plus  the  fu1!  freight  oharsres  is  founded  merely 
unon  a  comparison  of  the  prices  quoted  by  competitors  for  delivery 
at  various  nolnts. 

It  is  shown  of  record  that  early  in  1915.  18  months  before  the 
renaration  period,  the  Muncie  manufacturer  reduced  Its  prices  on 
auart  fruit  Jars  by  75  cents  ner  gross  at  all  these  destinations.  A 
witness  for  co">p'alnants  in  No.  8180  at  the  first  hearing  in  Decem- 
ber. 191R.  ascribed  that  reduction  to  a  determination  on  the  p«rt  of 
their  chief  competitor  to  Veep  them  out  of  the  desirable  Pacific 
coast  market  which  complainants  were  then  entering.  At  that 
time  a  naritv  of  rates  from  the  producing  points  here  under  con- 
sideration existed  only  on  traffic  to  Cn'lfornla  terminals,  but  there 
is  a  substantial  movement  to  north  Pacific  coast  terminals  and 
points  Inte>-m/-,ifnte  thereto,  it  Is  obvious  that  th«  elimination  of  the 
10-eent  d'fferential.  which  would  amount  to  17  cents  per  grross. 
hetwe-n  the  rates  from  Sand  Springs  and  Rnnulpn  on  the  one  hand 
and  Mnnele  on  the  other,  to  California  terminals  only,  did  not  enable 
the  Muncie  competitor  to  cut  its  price  75  cents  on  all  destinations. 
Neither  are  the  comnaratlvelv  low  prices  quoted  hv  complainants' 
comnetltm-s  In  th»  fall  of  191ft  In  any  way  tracenh'e  to  the  freight 
rate.,  s'nce  no  <-v,-rtge  was  made  In  the  rates  between  June.  1915, 
and  n-cemher.  1917. 

There  I*  evidence  to  the  effect  th»t  prices  fluctuated  frnm  t'me 
to  time  and  were  met  by  complainants,  but  It  Is  not  shown  that 
th»  Mnnele  or  oth-r  comnetitors  made  advances  or  reductions  In 
prices  coincident  with  or  conforming  to  the  chunfcec,  tn  freight  rates. 
Neither  is  It  established  that.  If  the  undue  preludfce  had  been  re- 
moved bv  an  Increase  of  th»  rates  from  the  eastern  n'ants.  It  would 
In  any  way  have  effected  the  complainants'  competition. 

It  Is  clear  that  complainants  In  the  case  before  us  proceed  unon 
the  theory  that,  having  met  the  prices  of  their  competitors,  they 
yy*^.  n1oessar"y  anfl  automatically  damaged  In  amounts  measured 
b>*  the'  fc»rm«r  ratfe  aMfbyelrtTaW  'uWI&y  JfuaWte  •Whtfelfifff:  aaa 
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•  .ii    notwithstanding  their  assertion  that  such  prices  wore  chiefly 

i  upon  inn.  ii  lower  production  costs  and  that  to  meet  thorn  they 

i.<iinp<.llfd   to  win  ink    ihi'lr   profits,   sometimes  considerably   more 

..mounts   ri  -pn  s. -nii-d   by   those  differentials.     Recognition  of 

would   be   contrary    to   the   binding   rule   In    the   Inter- 

.11 1    Co.    Case,    supra,    which    requires   aftlrmative    proof   of 

i  .111,1  M  mount  of  damage. 

i  omplaln  M ml   cases   as  supporting   their   contentions, 

Huh   M,  Mus  &   Drcscher  Co.   vs  Central  California  Traction  Co., 

13  I.  i  is  i,  PI,  s,  rii:itivc.     In  those  cases,   In  which  the  rate« 

,     prejudicially   higher   than   those   charged 

competitors,     tl»'     maladjustment*    were    responsible    for    the 

such  competitors  to  control  the  selling  prices  to  complaln- 

\Yv   iin,l   ihii    complainants  in  the  cases  here  under  consideration 

li.ne    not    shown    Ih.-it   the   undue   prejudice    found    by    us   to  have  ex- 

the  proximate  cause  of  any  injury  or  disadvantage  to  them. 

COAL  RATES  AT  HEREIN,  ILL. 

In  a  report  written  by  Commissioner  Potter  on  No.  11633, 
Kiduo  Coal  .Mining  Co.  vs.  Missouri  Pacific  et  al.,  opinion  No. 
6963,  62  I.  C.  C.  269-64,  the  Commission  held  that  the  refusal 
of  the  defendants  to  make  arrangements  whereby  the  complain- 
ant's mine,  located  on  the  Missouri  Pacific  System  at  Herrin, 
111.,  would  be  enabled  to  avail  itself  of  the  services,  facilities, 
and  rates  of  the  Burlington  in  connection  with  the  interstate 
transportation  of  coal,  did  not  result  in  undue  prejudice  to  the 
complainant.  The  Commission  also  held  that  the  publication 
by  the  Burlington  of  rates  from  the  Jeffries  mine,  located  on 
the  Missouri  Pacific  at  Herrin,  was  contrary  to  the  tariff  rules 
,'  Commission  and  should  be  discontinued. 

The  case  involved  the  question  as  to  whether  the  Burling- 
ton, by  means  of  the  tariff  publication  it  has  on  the  file  of  the 
Commission,  can  make  the  Jeffries  mine,  on  the  rails  of  the 
Missouri  Pacific,  a  joint-mine,  entitled  to  draw  supplies  of  cars 
from  the  Burlington,  while  the  same  service  and  rates  are  not 

nded  to  the  mine  of  the  complainant.  The  Commission 
found  that,  under  the  conditions  prevailing  at  Herrin,  the 
Burlington  is  not  under  any  obligation  to  extend  its  rails  by 
trackage  agreements  or  otherwise,  to  the  mine  of  the  complain- 
ant, but  that  in  the  form  of  its  tariff  publication,  it  was  un- 
lawfully absorbing  the  switching  charge  of  the  Missouri  Pacific 
on  coal  from  the  Jeffries  mine.  The  Missouri  Pacific  and  the 
Burlington  jointly  built  a  track  to  the  Jeffries  mine  on  which 
they  exchange  loaded  and  empty  cars  from  that  mine,  the 
Burlington  paying  the  Missouri  Pacific  $4  per  loaded  car  for  the 
service  of  taking  the  empty  from  the  end  of  the  Burlington 
rails  to  the  mine  and  returning  the  loaded  car  to  that  point. 
That  rate  was  increased  under  the  permission  given  in  Ex  Parte 
No.  74  to  $5.60  per  loaded  car. 

The  tariff  publication  of  the  Burlington  names  rates  from 
the  Jeffries  mine  but  makes  no  offer  of  absorption,  which  is 
what  makes  the  publication  unlawful.  The  situation,  Commis- 
sioner Potter  said,  could  be  handled  under  proper  absorption 
publication.  As  published,  however,  the  rate  applies  not  only 
from  the  Jeffries  mine  but  from  every  other  mine  in  Herrin,  in- 
cluding the  mine  of  the  complainant,  although  the  track  arrange- 
ment is  not  extended  to  the  mine  of  the  complainant. 

Commissioner  Potter  said  that  if  the  Burlington  elects  to 
absorb  from  the  Jeffries  mine,  it  would  appear  the  circumstances 
would  not  justify  a  refusal  to  make  a  similar  absorption  from 
the  -mine  of  the  complaint. 

The  Commission,  however,  had  to  hold  that  under  the  con- 
ditions, it  was  not  undue  prejudice  for  the  Burlington  to  make 
trackage  arrangements  with  the  Missouri  Pacific  to  handle  coal 
from  the  mine  of  the  complainant,  because  a  trackage  agreement 
amounts  to  an  extension  of  the  rails  of  at  least  one  of  the 
carriers.  The  Commission  said  that  if  such  a  trackage  arrangement 
were  made,  it  might  not  be  possible  for  the  carrier  extending  its 
rails  in  that  way  to  avoid  undue  prejudice  if  it  refused  to  serve 
an  intermediate  mine. 


was  more  than  would  have  been  necessary  had  not  the  consignee 
been  changed  and  had  tbe  car  been  handled  as  If  the  first  con- 
signee were  the  one  who  wan  to  finally  dispose  of  the  car. 

Specifically,  the  Commission  found  that  rule  8  (c)  was  ap- 
plicable and  that  It  was  not  and  la  not  unreasonable. 


WHEAT,  N.  MEXICO  TO  TEXAS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  a  report  by  Commissioner  Potter  in  No.  11245, 
State  Corporation  Commission  of  New  Mexico  et  al.  vs.  C.  R.  I. 
&  P.,  Director-General,  et  al.,  opinion  No.  6982,  62  I.  C.  C.  352-6, 
as  to  a  rate  of  41  cents  on  wheat  from  Tucumcarl,  N.  M.,  to 
Galveston,  Tex.  The  complaint  was  that  the  rate  was  unjustly 
discriminatory  or  unduly  prejudicial,  but  Commissioner  Potter 
came  to  the  conclusion  that  it  was  unreasonable  because  and 
to  the  extent  that  it  exceeded  a  rate  of  38  cents.  Both  rates 
are  those  in  effect  prior  to  the  last  general  advance  in  rates. 
The  reduction  is  to  be  made  effective  on  or  before  October  8 
and  reparation  is  to  be  made  to  the  basis  of  a  rate  of  38  cents. 

The  Commission  found  that  the  Rock  Island  was  disregard- 
ing the  fourth  section  over  its  longer  line  without  having  ob- 
tained permission  to  continue  meeting  the  rates  of  the  shorter 
line. 

In  effect,  the  decision  of  the  Commission  Is  that  the  scale 
prescribed  by  it  in  the  Shreveport  case,  41  I.  C.  C.  83,  should 
have  been  considered  by  the  carriers  in  establishing  the  rate 
from  Tucumcari,  because  one  of  the  factors,  the  rate  from  Glen- 
rio  to  Galveston,  was  established  in  obedience  to  the  Commis- 
sion's order  in  that  case.  The  Commission  said,  however,  that 
it  was  not  passing  upon  the  question  as  to  whether  the  scale 
on  wheat  prescribed  in  the  Shreveport  case  should  or  should 
not  have  been  extended  for  application  from  Tucumcari  to 
Galveston. 


RECONSIGNMENT  AT  DETROIT 

An  order  of  dismissal  has  been  made  in  No.  11590,  Detroit 
Produce  Association  vs.  Michigan  Central,  Director-General,  et 
al.,  opinion  No.  6968,  62  I.  C.  C.  283-5,  the  Commission  holding 
that  the  reconsignment  charge  of  $2  per  car  on  fresh  or  green 
fruits  and  vegetables  for  changing  the  name  of  the  consignee 
or  moving  the  car  within  the  limits  of  the  switching  district  of 
Detroit,  when  the  order  is  given  after  the  arrival  of  the  car,  is 
not  unreasonable  or  otherwise  unlawful.  The  charge  is  made 
under  rule  8  (c),  even  if  there  is  no  subsequent  movement  of 
the  car.  The  fruit  and  vegetable  commission  merchants  of  De- 
troit attacked  the  charges  on  200  cars  as  unlawful,  and,  even  if 
lawful,  on  the  ground  that  the  charge  was  unreasonable  for  the 
Servian  n'-rformed. 

Commissioner  Aitchison,  who  wrote  the  report,  went  Into 
the  t,:,i,..,n.v  in  considerable  detail  to  show  that  reconsignment 
clerks  have  to  be  employed  to  look  after  that  phase  of  the  busi- 

s  after  the  arrival  of  cars  and  that  cars  reconsigned  in 
July,  August  and  September,  1920,  were  held  on  an  average  of 
3.17  days  at  a  time  when  there  was  a  notable  shortage  in  re- 
frigerator equipment.  The  testimony  quoted  by  Mr.  Aitchison 

led  to  show  that  even  where  there  was  nothing  more  than 
the  change  of  the  name  of  the  consignee,  the  work  to  be  done 


ROAD  NOT  COMMON  CARRIER 

The  Commission  has  dismissed  No.  10547,  United  States 
Cast  Iron  Pipe  &  Foundry  Co.,  Inc.,  vs.  Pennsylvania  Railroad 
Co.,  Director-General,  et  al.,  opinion  No.  6979,  62  I.  C.  C.  339-44, 
holding  that  the  Scottdale  Connecting  Railroad  Company  is  a 
plant  facility  of  the  complaining  foundry  company  and  not  a 
common  carrier.  Commissioner  Aitchison,  who  wrote  the  report, 
based  his  opinion  on  the  decision  of  the  Supreme  Court  in  the 
tap  line  cases,  234  U.  S.  1,  in  which  it  pointed  out  that  it  was 
the  right  of  the  public  to  demand  the  use  of  the  railroad  that 
determines  whether  it  was  or  was  not  a  common  carrier.  Then 
he  said:  "It  certainly  cannot  be  said  that  there  is  an  enforce- 
able right  in  the  public  to  use  the  facilities  and  demand  service 
of  a  road  such  as  that  here  in  question,  where  it  lies  within 
the  power  to  deny  the  public  access  to  the  road's  facilities." 

The  track  of  the  Scottdale  Connecting,  2.31  miles  in  all,  lies 
wholly  within  the  plant  property  of  the  complainant  and  extends 
almost  entirely  around  complainant's  plant.  It  also  extends 
through  the  plant  of  the  McKinney  Steel  Company,  an  industry 
independent  of  the  proprietary  interest,  although  it  is  a  lessee 
of  the  latter.  The  Scottdale  Connecting,  however,  performs  no 
service  for  the  McKinney  company,  which  has  trackage  rights 
and  operates  with  its  own  power  over  about  one  mile  of  the 
Scottdale  Connecting  tracks.  The  connecting  road,  Mr.  Aitchison 
said,  served  the  complainant  almost  exclusively.  It  has  no  team 
tracks  of  its  own  and  makes  delivery  on  the  few  occasions  when 
its  facilities  are  availed  of  by  the  public  on  a  team  track  of  the 
complaining  foundry  company,  well  within  the  plant  inclosure  of 
the  latter  and  from  which  the  public  could  be  excluded  by  a 
mere  closing  of  the  gates. 

On  this  showing  of  facts,  Commissioner  Aitchison  said,  the 
failure  of  the  Pennsylvania  and  B.  &  O.,  the  trunk  line  connec- 
tions of  the  Scottdale  Connecting  railroad,  to  make  an  allowance 
to  the  complainant  or  to  the  Scottdale  Connecting  for  perform- 
ing the  interchange  switching  and  spotting  service  at  the  plant 
of  the  complainant  at  Scottdale,  Pa.,  did  not  cause  unreasonable, 
unjustly  discriminatory  or  unduly  prejudicial  rates  or  charges,  as 
alleged  by  the  foundry  company. 


COAL  FROM  GILLESPIE,  ILL. 

A  finding  of  undue  prejudice  has  been  made  in  a  report 
written  by  Commissioner  Aitchison  in  No.  11639,  Gillespie  Coal 
Co.  vs.  Illinois  Traction  System  et  al.,  opinion  No.  6978,  62 
I.  C.  C.  335-8,  as  to  rates  on  coal  from  complainant's  mine  in 
Gillespie,  111.,  to  interstate  destinations.  The  desire  of  the  com- 
plainant was  the  establishment  of  joint  rates  from  its  mine,  but 
to  that  the  tnmk  lines  and  the  Illinois  Traction  System  objected. 
The  Illinois  Traction  System  asserted  that  it  had  not  sufficient 
coal  cars  to  meet  adequately  the  needs  of  shippers  on  its  lines. 
It  expressed  the  fear  that  if  its  cars  were  allowed  to  leave  its 
lines  in  the  event  joint  rates  were  established  from  complain- 
ants' mine  its  coal  car  equipment  would  be  reduced  to  a  point 
where  it  would  be  unable  to  serve  those  shippers.  In  behalf  of 
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the  New  York  Central,  it  was  asserted  that  joint  rates  would 
result  in  short-hauling  it. 

The  Commission  found  the  rates  on  coal  from  the  complain- 
ant's mine,  except  via  St.  Louis,  were  and  for  the  future  would 
be  unduly  prejudicial  to  the  extent  that  they  exceed  or  may 
exceed  the  rates  contemporaneously  maintained  from  mines  on 
the  tracks  of  the  defendant  steam  lines  within  the  Springfield 
group  to  the  same  points  of  destination  and  that  rates  via  St. 
Louis  are  and  for  the  future  also  will  be  unduly  prejudicial  to 
the  extent  that  they  exceed  or  may  exceed  the  rates  contem- 
poraneously maintained  from  mines  on  the  steam  lines  within 
the  Belleville  group.  The  Commission  said  the  B.  &  O.  did  not 
serve  the  territory  covered  by  this  case  and  that  the  complaint 
would  be  dismissed  as  to  that  carrier. 

The  carriers  are  to  establish  the  rates  indicated  on  or  before 
October  7  to  destinations  in  Missouri,  Kansas,  Nebraska,  Iowa, 
South  Dakota,  North  Dakota,  Minnesota,  Michigan,  Indiana  and 
Wisconsin. 


RATE  ON  COKE  TO  GARY 

A  finding  of  unreasonableness  and  an  order  of  reparation 
hav*  been  issued  in  No.  11,269,  Illinois  Steel  Co.  vs.  Elgin,  Joliet 
&  Eastern  and  Director-General,  as  agent,  opinion  No.  6981,  62 
I.  C.  C.  349-51,  the  holding  being  against  a  rate  of  $5  per  car 
plus  15  cents  per  net  ton  on  coke  from  coke  ovens  to  unloading 
points  in  the  complainant's  plant  at  Gary,  Ind.  The  Commission, 
in  the  report,  written  by  Mr.  Aitchison,  held  the  rate  to  be  un- 
reasonable because  and  to  the  extent  that  it  exceeded  $6.50  per 
car.  Reparation  is  to  be  made  to  that  basis  on  15,448  carloads 
shifted  from  the  ovens  to  the  furnaces  in  the  period  between 
June  25,  1918,  and  September  22,  1918. 

Complainant  had  no  coke  ovens  when  it  began  operations 
at  Gary,  and  the  Engin,  Joliet  &  Eastern  established  an  all- 
commodities  intraplant  switching  rate  of  $1.50  per  car.  When 
the  by-coke  product  ovens  were  installed  the  carriers  established 
a  rate  of  $3.  In  1917  both  the  all-commodities  and  the  coke 
rate  were  increased  to  $5,  but  no  change  was  made  in  the  method 
of  publication.  June  25,  1918,  the  all-commodities  rate  became 
$6.50  per  car  and  an  increase  of  15  cents  per  ton  was  applied 
to  shipments  of  coke,  in  compliance  with  general  order  No.  28. 
That  brought  the  average  charge  on  a  carload  of  coke  for  a  move- 
ment of  about  two  miles  up  to  $10.33  per  car.  Upon  protest  by 
the  Illinois  Steel  Co.,  that  charge  was  reduced  to  $6.50,  so  the 
effect  of  the  finding  is  merely  to  make  the  $6.50  rate  retroactive 
to  June  25,  1918. 


RATES  ON  COTTON 

The  Commission  has  dismissed  No.  11584,  T.  W.  Keesee  & 
Co.  vs.  Missouri  Pacific,  Director-General  et  al.,  opinion  No.  6974, 
62  I.  C.  C.  303-6,  holding  that  the  combinations  applicable  on 
cotton  from  Marianna  and  Forrest  City,  Ark.,  to  Helena  for  com- 
pression, and  reshipped  to  New  Orleans  and  Boston  rate  points, 
in  1919  and  1920,  were  not  unreasonable,  and  that  there  is  noth- 
ing violative  of  the  law  in  the  present  adjustment. 

In  effect,  the  complaint  was  that  the  Railroad  Administra- 
tion, and  after  the  end  of  federal  control,  the  railroads,  unduly 
preferred  Memphis  in  the  matter  of  rates  to  and  from  the  com- 
presses at  Memphis,  and  unduly  prejudiced  the  compresses  at 
Helena  because  they  made  rates  through  Memphis  no  higher 
than  the  joint  rates  from  points  of  origin  to  destination,  while 
charging  the  combination  on  cotton  from  Forrest  City  and  Mari- 
anna, compressed  at  Helena. 

That  arrangement  was  put  into  effect  by  the  director- 
general,  Commissioner  McChord  said,  to  afford  cotton  from 
eastern  Arkansas  and  southeastern  Missouri,  compression  at 
Memphis,  and  re-shipment  to  New  Orleans  or  Boston  and  points 
taking  the  same  rates,  at  the  through  rate  from  point  of  origin 
to  final  destination.  Why  the  director-general  did  that,  and  re- 
fused Helena  the  same  privilege,  was  not  explained  in  the  report. 

The  Missouri  Pacific  objected  to'  extending  compression  to 
Helena  on  cotton  from  Marianna  and  Forrest  City,  because  cotton 
under  such  a  tariff  provision  would  pass  by  compresses  at  which 
the  service  could  be  rendered  and  force  the  Missouri  Pacific  to 
give  a  longer  haul  on  uncompressed  cotton  than  really  neces- 
sary. It  objected  to  doing  that  and  cancelled  the  arrangement 
at  Memphis  almost  as  soon  as  possible  after  the  end  of  federal 
control. 

Commissioner  McChord,  without  saying  the  arrangement 
was  unduly  preferential,  said  that  no  attempt  was  made  to  prove 
pecuniary  damages,  on  account  of  the  undue  preference,  if  any, 
shown  for  Memphis  during  federal  control.  He  added  that  Helena 
now  seemed  to  be  on  equal  terms  with  other  points  where  there 
are  compresses.  The  Missouri  Pacific  objected  to  allowing  Helena 
the  privilege  of  compressing  cotton,  at  the  through  rate,  from 
Forest  City  and  Marianna  while  denying  these  places  the  privi- 
lege of  compressing  cotton  from  Helena  at  the  through  rates  from 
points  of  origin  to  final  destination.  Its  policy,  it  said,  was  to 
require  compression  at  •  the  first  point,  on  the  direct  haul,  after 
the  cotton  leaves  the  point  of  origin  and  to  impose  charges  for 
back-  or  out-of-line  hauls. 


B.  &  W.  A  COMMON  CARRIER 

In  a  report  on  No.  11367,  Benwood  &  Wheeling  Connecting 
Railway  Co  vs.  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Rail- 
road Co.  et  al.,  opinion  No.  6983,  62  I.  C.  C.  357-61,  written  by 
Commissioner  Meyer,  the  Commission  found  the  complaining 
railroad  to  be  a  common  carrier  subject  to  the  act  to  regulate 
commerce  and  its  successor,  the  interstate  commerce  law,  law- 
fully entitled  to  receive  divisions  out  of  joint  rates  or  ab- 
sorptions of  switching  charges  under  appropriate  tariff  provisions, 
such  divisions  or  absorptions  to  be  reasonable. 

The  Benwood  &  Wheeling  is  owned  by  the  National  Tube 
Co.,  a  subsidiary  of  the  United  States  Steel  Corporation.  All 
officials  of  the  Benwood  are  also  officials  of  the  tube  compaii> 
and  their  total  salaries  are  paid  by  the  latter.  The  general 
superintendent  of  the  Benwood  is  also  general  superintendent 
of  the  Lake  'Terminal  Railroad  and  McKeesport  Connecting  Rail- 
road, also  subsidiaries  of  the  Steel  Corporation.  His  salary 
comes  from  the  three  railroad  subsidiaries. 

No  order  was  issued  in  this  case  because  it  was  disposed 
of  in  accordance  with  the  principles  laid  down  by  the  Com- 
mission in  Birmingham  Southern  R.  R.  Co.  vs.  Director-General, 
61  I.  C.  C.  551.  The  Commission  said  that  no  order  was  neces- 
sary, but  that  the  trunk  lines  should  put  the  Benwood  &  Wheel- 
ing on  the  basis  found  reasonable  in  the  Birmingham  Southern 
case.  That  basis  is  the  hybrid  average  agreement  device  con- 
trived by  the  Commission  for  application  to  common  carriers, 
the  capital  for  which  was  furnished  by  a  shipper  which  also 
furnished  the  bulk  of  the  carrier's  tonnage. 

LUMBER  FROM  SHERMAN,  KY. 

The  Commission  has  dismissed  No.  10891,  O.  E.  Burns  and 
F.  R.  Knapp  vs.  Big  Sandy  &  Kentucky,  Director-General  et  al., 
opinion  No.  6980,  62  I.  C.  C.  345-8,  holding  that  the  rates  on 
lumber  from  Sherman,  Ky.,  to  interstate  destinations  were  ana 
are  not  unreasonable,  unjustly  discriminatory  or  unduly  preju- 
dicial, and  that  the  complainants  were  not  damaged  even  if  the 
rates  were  unduly  prejudicial.  There  being  no  lumber  to  be 
moved  from  Sherman  in  the  future,  the  Commission  could  see 
no  necessity  for  rates  for  the  future. 

This  was  a  case  of  lumber  originating  near  the  end  of  an 
independent  railroad,  a  little  more  than  nine  miles  long,  in 
Kentucky,  that  was  sent  to  various  interstate  destinations  before 
and  during  federal  control,  on  full  combinations  based  on  Daw- 
kins,  Ky.,  the  junction  point  of  the  little  road  and  the  Chesa- 
peake &  Ohio. 

Commissioner  Aitchison,  who  wrote  the  report,  said  it  was 
not  a  case  of  an  independent  line,  included  within  the  geo- 
graphical limits  of  a  group  which  had  been  excluded  from  the 
benefits  of  the  group  rate.  Group  rates  were  not  made  from  that 
part  of  Kentucky,  so  the  only  thing  to  be  considered  was  whether 
the  local  rate,  as  a  factor  in  the  through  rate,  was  unreasonable. 
Aitchison  said  that  while  earnings  under  the  applicable  rates 
were  somewhat  high,  under  all  the  conditions,  the  rates  could 
not  be  held  unlawful. 


RATES  ON  FRUITS  AND  VEGETABLES 

A  finding  that  the  rates  on  fresh  fruits  and  vegetables,  in 
mixed  carloads,  from  points  in  California  to  Phoenix,  Ariz,  were 
and  are  unreasonable  and  an  award  of  reparation  have  been 
made  in  No.  11525,  Traffic  Bureau,  Chamber  of  Commerce, 
Phoenix,  Ariz.,  et  al.  vs.  Southern  Pacific,  Director-General  et 
al,  opinion  No.  6986,  62  I.  C.  C.  368-74.  The  carriers  are  to 
establish,  on  or  before  September  17,  a  rate  of  not  more  than 
102  cents  from  San  Francisco  and  its  rate  points,  and  86.5 
from  Los  Angeles  and  rate  points,  to  Phoenix.  They  are  also  to 
make  reparation  down  to  that  basis.  The  rates  condemned 
were  97  cents  from  Los  Angeles  and  109.5  cents  from  San  Fran- 
cisco. All  rates  are  those  in  effect  prior  to  the  last  general 
increase. 

In  this  complaint,  as  in  others,  Phoenix  asked  for  through 
routes  which  would  have  the  effect  in  rates  of  placing  it  on 
the  main  line  of  the  Southern  Pacific,  by  means  of  a  route 
composed  in  part  of  the  main  line  of  that  carrier,  a  part  of  the 
Santa  Fe  and  the  Arizona  Eastern,  the  latter  being  a  Southern 
Pacific  line.  The  route  as  proposed,  according  to  the  report 
made  by  Commissioner  Aitchison,  would  short  haul  the  Southern 
Pacific  585  miles.  The  Commission  could  see  no  necessity 
or  desirability  in  the  public  interest  why  that  should  be  done. 
Such  a  through  route,  on  freight  via  Phoenix,  to  Maricopa 
and  points  east  thereof,  would  save  about  fifty  miles  in  the 
haul,  over  the  single  line  haul  via  the  Southern  Pacific.  It 
would  cause  freight  to  be  routed  over  tracks  of  comparatively 
light  construction,  on  which  the  weight  limit  for  a  part  would  be 
1,200  gross  tons  and  part  of  it  800  gross  tons.  Aitchison  said 
the  desire  was  not  so  much  service  as  rates. 


ROUTES  FOR  WOOL  AND  MOHAIR 

A   holding  that  the  existing  through   routes  are   sufficient 
and  that  there  is  no  necessity  for  additional  through  routes  for 
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the  transportation  of  wool  and  mohair  from  points  of  origin  on 
the  Simt:i  IV  ami  certain  of  Its  connections  to  Boston,  has  been 
niaclr  iii  a  i. MM.it  ii\  commissioner  Attchison  on  No.  11837,  Bos- 
inn  Wool  Trade  Association  vs.  A.  T.  &  S.  F.,  opinion  No.  6968, 
62  I.  C.  C.  228-30.  The  complaining  association  desired  the  Com- 
mission to  establish  additional  through  routes  on  wool  and  mo- 
hair  01  U.MKII m;  in  \e\\  Mexico,  Texas,  Arizona,  Nevada,  and 
California  to  Boston  and  other  eastern  points,  so  as  to  obtain 
more  expeditious  movement  of  those  commodities  to  market. 
The  Santa  Fe's  schedules  naming  joint  rates  on  wool  and  mohair 
provide  that  to  points  east  of  the  Illinois-Indiana  state  line  the 
rales  shall  apply  only  via  the  Chicago  and  Peorla  gateways. 
The  admitted  purpose  of  this  restriction  is  to  assure  to  the  Santa 
Ke  us  lout;  haul.  No  such  restriction  applies  to  wool  originating 
in  Oklahoma  and  Texas,  because  there  is  competition  In  which 
the  Santa  Fe  must  join  for  the  business. 

The   Commission    said    that    periods   of   congestion  'and    car 
may  occur  again  and  thus  temporarily  render  unavail- 
the  customary  through  routes  but  that  that  was  not  reason 
for  its  ordering  the  establishment  of  additional  through  routes 
open  at  times  when  there  is  neither  congestion  nor  car 
shortage,  because  the  Commission   is  now  authorized,  in  appro- 
priate cases,  to  establish  temporary  through  routes  either  upon 
the  application   of  shippers  or  upon   its  own   initiative   without 
complaint,  and  without  the  delays  incident  to  formal  hearings. 


COAL,  SHINGLES  AND  BRICK 

The  complaints  in  No.  11597,  F.  R.  Woodbury  Lumber  Co. 
vs.  Director-General,  as  agent,  Denver  &  Rio  Grande,  et  al., 
opinion  No.  6972,  62  I.  C.  C.  293-5,  and  cases  tried  therewith, 
have  been  dismissed  by  the  Commission  on  a  finding  that  rates 
I'M  coal,  shingles  and  brick  between  points  in  Utah,  Wyoming, 

hington,  Montana  and  Idaho  during  federal  control  were 
not  unreasonable.  The  other  cases  covered  by  the  decision  are 
No.  11599,  Council  Lumber  Co.  vs.  Oregon  Short  Line,  et  al.,  No. 
11600,  Gallatin  Lumber  Co.  vs.  C.  B.  &  Q.  et  al.,  and  No.  11601, 
Potlatch  Lumber  Co.  vs.  C.  M.  &  St.  P.  et  al. 

The  complainants'  contention  in  the  cases  was  that  the  in- 
creases authorized  by  G.  O.  No.  28  should  have  been  applied  to 
the  combinations,  and  not  to  each  factor  separately.  In  sup- 
port of  that  contention  they  referred  to  freight  rate  authority 
Xo.  10  of  the  Director-General,  dated  July  2,  1918,  which  au- 
thorized readjustment  upon  that  basis,  and  to  the  examiner's 
proposed  report  in  Pine  Plume  Lumber  Co.  vs.  Director-General, 
decided  in  59  I.  C.  C.  371. 

"In  that  case,"  said  the  Commission,  "after  stating  that  we 
had  reached  a  conclusion  differing  from  that  proposed  by  the 
examiner,  we  said: 

In   tlic  absence  of  any   fiirtln  r  i/rrof   in  support  rf  the  allegations 

we  think   that  the  Director  General  should  not  he  at  peril  of  liability 

r    reparation    merely    hecaiiFe    a    reduction    in    rates    followed    in    the 

ems,    of   readjustments   resulting-  from   the   criminal   increases   made 

under  authority  of  General  Order  No.  28. 

"Complainants  introduced  no  further  evidence  of  the  un- 
reasonableness of  the  rates  attacked.  Without  attempting  to  de- 
termine whether  or  not  general  order  No.  28  was  strictly  com- 
plied with,  we  observe  that  lack  of  such  compliance  would  not 
establish  unreasonableness  of  the  rates  affected.  Acme  Cement 
Plaster  Co.  vs.  Director-General,  59  I.  C.  C.,  411." 


RAIL  SERVICE  FOR  COAL  MINE 

The  Commission  has  dismissed  No.  10945,  Dering  Mines  Co. 
et  al.  vs.  Illinois  Central  et  al.,  opinion  Xo.  6964,  62  I.  C.  C.  2C5-8. 
holding  that  the  failure  of  the  defendants  to  accord  a  joint- 
status  to  complainants'  mines  located  on  their  rails  near  Eldo- 
rado, 111.,  did  not  result  in  unjust  discrimination  or  undue  preju- 
dice to  the  complainants.  A  further  holding  in  this  opinion,  writ- 
ten by  Commissioner  Potter,  was  that  the  rates  on  coal  from  the 
mines  of  the  complainants  to  interstate  destinations  have  not 
been  shown  to  he  unreasonable,  unjustly  discriminatory  or  unjust- 
ly prejudicial. 

The  mines  in  question  are  on  the  rails  of  the  Illinois  Central 
and  Big  Four.  The  latter  company  assumed  the  burden  of  the 

rise  of  this  case.  It  opposed  the  Illinois  Central  reaching 
the  complaining  mine  on  its  line  or  to  extending  its  service  to 
the  mines  of  the  complaining  companies  on  the  Illinois  Central. 
The  Big  Four  suggested  that  if  it  allowed  the  Illinois  Central  to 
reach  the  complaining  mine  on  its  line  it  would  be  unable  suc- 
cessfully to  resist  claims  for  similar  treatment  of  other  mines 
which  it  serves  in  the  same  general  territory  and  which  pro- 
duce a  large  coal  tonnage;  and  that,  in  return  for  traffic  lost  to 
the  Illinois  Central,  it  would  get  substantially  nothing  from  that 
road.  The  object  of  the  complaint  was  to  obtain  the  service  at 
each  group  of  mines  as  if  it  were  located  on  the  rails  of  both 
carriers.  The  case,  in  so  far  as  the  question  of  joint  service 
was  concerned,  Mr.  Potter  said,  was  controlled  by  the  principles 
announced  in  Ridge  Coal  Mining  Company  vs.  M.  P.  R.  R  Co. 
C2  I.  C.  C.  259. 


SUGAR,  CALIFORNIA  TO  ARIZONA 

The  Commission,  In  a  report  written  by  Commissioner 
Altchison,  In  No.  11532,  Traffic  Bureau,  Chamber  of  Commerce, 
Phoenix,  Ariz.,  et  al.  v.  Southern  Pacific,  Director-General,  et 
al.,  opinion  No.  6989,  62  I.  C.  C.  412-16,  has  held  unreasonable 
i  aiis  on  sugar  In  carloads,  from  California  points  of  origin  to 
Phoenix,  Ariz.  It  has  ordered  the  carriers  to  establish  on  or 
before  Sept.  17,  on  not  less  than  five  days  notice,  a  rate  of 
96.5  cents  from  California  points  of  origin  to  Phoenix,  Ariz. 

In  this  case,  as  in  others,  of  which  the  most  recent  Is 
Phoenix  Chamber  of  Commerce  v.  Director-General,  (62  I.  C. 
C.,  368),  the  complainants  asked  for  the  establishment  of 
through  routes  and  Joint  rates  from  San  Francisco  by  way  of 
Phoenix  to  Maricopa,  and  points  east  thereof  on  the  lines 
of  the  Southern  Pacific  to  and  Including  El  Paso.  By  stipu- 
lation the  evidence  in  the  case  hereinbefore  mentioned  was 
put  in  to  the  record  in  this  case.  In  that  other  complaint 
the  Commission  found  that  the  proposed  arrangement  had  not 
been  shown  to  be  necessary  or  in  the  public  Interest  and 
denied  the  prayer.  Commissioner  Aitchison  said  that  there 
was  no  basis  for  a  different  finding  on  the  record  in  this  com- 
plaint. 

The  complainants  alleged  that  the  rates  on  sugar  were 
in  violation  of  the  first  four  sections  of  the  interstate  commerce 
law,  but  at  the  hearing  they  abandoned  the  allegation  con- 
cerning the  fourth  section.  The  present  rate  to  Phoenix  is 
1.045,  minimum  60,000  Ibs.  The  Phoenix  rate  applies  to  practic- 
ally all  points  on  the  Arizona  Eastern  north  of  Maricopa,  and  to 
all  points  on  the  branch  line  of  the  Santa  Fe  south  of  Ash  Fork 
and  as  far  west  as  Parker,  Ariz.  There  is  no  movement  of  sugar 
from  California  through  Phoenix,  to  point  beyond  taking  lower 
rates.  The  particular  cause  for  the  complaint  was  the  fact  that 
a  rate  of  96.5  cents  applied  to  Tucson.  The  record  showed 
that  Phoenix  jobbers  sell  sugar  at  several  points,  in  territory 
contiguous  to  both  Phoenix  and  Tucson,  in  competition  with 
jobbers  located  at  the  latter  point. 


RATE   ON   COTTONSEED 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  to  establish  a  new  rate,  have  been  made  in  No.  11349, 
Empire  Cotton  Oil  Company  vs.  Seaboard  Air  Line  et  al.,  opin- 
ion No.  6970,  62  I.  C.  C.  288-90.  A  rate  of  36.5  cents  on  cotton- 
seed from  Henderson,  N.  C.,  to  Dublin,  Ga.,  imposed  on  30  car- 
loads of  seed  in  December,  1919,  and  January,  1920,  was  held 
unreasonable  because  and  to  the  extent  that  it  exceeded  $5.50 
per  net  ton,  to  which  basis  reparation  is  to  be  made.  The  rate 
for  the  future,  to  •  be  established  on  or  before  September  6,  is 
not  to  exceed  $6.875  per  net  ton. 


RATES  ON  MUSSEL  OR  CLAM  SHELLS 

The  Commission,  in  a  report  on  I.  and  S.  No.  1327,  clam  and 
mussel  shells  from  Cloverport  and  other  Kentucky  points,  opin- 
ion No.  6985,  62  I.  C.  C.  366-7,  has  held  the  proposed  rates  on 
mussel  and  clam  shells,  in  carloads,  from  Cloverport  and  other 
Kentucky  points,  to  interstate  destinations,  especially  Muscatine, 
la.,  the  largest  pearl-button  market  in  the  United  States,  to  have 
been  justified.  The  suspended  schedules  cancel  joint  rates  from 
points  on  the  Ohio  River  between  Cincinnati  and  Louisville  and 
leave  in  effect  combinations.  The  increase  by  reason  of  the 
cancellation  of  the  joint  rate  to  Muscatine  will  be  from  34.5  to 
41.5  cents.  The  carriers  said  it  was  too  expensive  for  them  to 
maintain  joint  commodity  rates  applicable  on  two  or  three  car- 
loads of  uncut  shells  a  year.  The  only  protestant  maintains  a 
shell  cutting  plant  at  Cloverport  and  ships  out  pearl-buttoon 
blanks  and  crushed  shells,  which  do  not,  however,  take  the  rates 
in  question. 


MISSOURI    PETROLEUM     RATES 

The  Commission  has  dismissed  No.  11737,  E.  M.  Wilholt 
Oil  Co.  et  al.  vs.  Director-General,  as  agent,  opinion  No.  6796, 
62  I.  C.  C.  313-16,  holding  that  the  rates  on  petroleum  prod- 
ucts from  Joplin,  Mo.,  to  distination  in  southeastern  Missouri 
on  the  Missouri  Pacific  and  the  St.  Louis-San  Francisco  had 
not  been  shown  to  be  unreasonable.  The  period  from  June 
25,  1918,  to  March  1,  1920  was  the  time  covered  by  the  terms 
of  the  complaint.  Commissioner  Meyer,  who  wrote  the  opinion, 
discussed  the  adjustment  of  rates  on  petroleum  products  from 
Joplin  to  the  points  in  southeastern  Missouri  covered  by  the 
complaint,  the  most  distant  of  which  are  from  95  to  104 
miles,  in  effect  from  1906  to  the  latest  date  In  the  complaint 
and  arrived  at  the  conclusion  that  the  rates  in  effect  on  March 
1,  1920,  were  not  unreasonable  The  defendants  showed  that 
the  rates  under  assault  were  equal  to  or  less  than  those  from 
Cincinnati  to  points  in  Central  Freight  Association  territory 
for  substantially  similar  hauls. 


RATES   ON   CEMENT 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11358,  Louisville  Cement  Co.  v.  Director- 
General,  as  agent,  opinion  No.  6984,  62  I.  C.  C.  362-5,  as  to  rates 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  4 


on  cement  from  Sellersburg,  Ind.,  to  destinations  in  Kentucky 
and  Tennessee,  moving  in  the  period  from  July  17  to  October 
10,  1918,  because  and  to  the  extent  that  they  exceeded  the  rates 
published  to  be  applied  on  and  after  October  14,  1918.  The 
complainant  contended  that  the  rates  were  not  only  unreason- 
able but  unduly  prejudicial  against  it  and  unduly  preferential 
of  its  competitors  at  Kosmosdale,  Ky.  and  Mitchell,  Ind. 
Commission  said  any  undue  prejudice  that  might  have  exist 
by  reason  of  the  difference  in  rates  was  removed  by  the  estab- 
lishment of  the  rates  to  the  basis  of  which  reparation  is  to 
be  made. 


RATING   ON   SOAP,    ETC. 

The  Commission  has  dismissed  No.  11126,  Globe   Soap  Co. 
et  al.  vs.  Alabama  Central,  Director-General,  et  al.,  opinion  No 
6975    62  I    C.  C.  307-12,  and  the  intervening  petitions  in  behall 
of  the  complainants,  holding  that  the  fourth  class  L.  C.  L.  rating 
on  common  or  laundry  soap,  soap  powders,  cleansing  and  scoui 
ing  compounds,  moving  into  or  within  southern  territory,  is 
unreasonable  or  illegal.     The  report,  written  by  Commissioner 
Hall,  with   Commissioner  Aitchison   dissenting,   disposed   of 
effort  of  the  complaining  soapmakers  to  obtain  a  fifth  class  rat- 
ing  after  the  carriers  had  decided  to  give  carload  and  less-tl 
carload   ratings   in    place   of   the   any-quantity   rating  that   had 
been  maintained  for  many  years. 

REPARATION    IN    LUMBER   CASE 

The  Commission,  on  further  hearing,  in  No.  2420,  Louisiana 
Central  Lumber  Co.  et  al.  vs.  C.  B.  &  Q.  et  al.,  opinion  No.  6990, 
62  I  C  C  417-21,  has  made  definite  orders  of  reparation  in  a 
cordance  with  the  findings  in  its  former  reports  on  the  same 
case  in  19  I.  C.  C.  333  and  35  I.  C.  C.  38  on  shipments  of  lumber 
from  Arkansas  Louisiana,  Texas  and  Missouri  to  destinations 
in  Kansas,  Colorado,  Wyoming  and  western  Nebraska  moving 
between  December  10,  1908,  and  February  7,  1909.  The  railroads 
refused  to  verify  the  statements  of  shippers,  so  the  Commission 
had  to  set  down  the  case  for  hearing  and  make  its  own  d 
sions  as  to  the  amounts  due,  only  two  of  which  exceed  ?500 
The  items  in  excess  of  the  amount  mentioned  are  f  1,21 5  due 
the  principal  complainant  on  shipments  over  one  route  and  $7^ 
over  another  route. 

RATE  ON  IMPORTED  POTATO  STARCH 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11168,  D.  Negase  &  Co.,  Ltd    vs.  Great 
Northern,  Director-General,  et  al.,  opinion  No.  6991,  62  I.  C.  L 
422-26    as   to   rates   on   imported   potato   starch,   carloads,   from 
Seattle,  Tacoma  and  San  Francisco  to  Chicago,  New  York  and 
points  in  New  York  and  Massachusetts.     The  Commission  held 
the   rates   unreasonable   because    and   to   the    extent   that   they 
exceeded  $1  prior  to  June  25,  1918,  and  $1.25  thereafter,  subject 
to   a   minimum   of   50,000.     The   report   also   covers    Na 
Mitsui  &  Co.  vs.  Director-General,  et  al.;  No.  11592,  W.  R.  Grace 
&   Co    vs.   Same,  and   No.  11767,   Thomas  W.   Simmons  vs.   I 
rector-General  et  al.     At  the  time  of  the  movement  there  was 
no   commodity   rates   on   potato   starch,    so   they   took   the   1 
class      There  was,  however,  a  commodity  rate  on  potato  flour. 
The   Commission,    in   effect   held   that   potato    flour   and   potato 
starch,  for  transportation  purposes,  are  the  same  thing. 

REFUSAL  OF  CARS  FOR  COAL 

The  Commission  has  found,  in  a  report  on  No.  11375,  Meyers- 
dale  Smokeless  Coal  Co.  vs.  Baltimore  &  Ohio  and  Director-Gen- 
eral, opinion  No.  6993,  62  I.  C.  C.  429-32,  that  it  was  unduly 
prejudicial  for  the  Baltimore  &  Ohio  in  1he  period  from  May  1, 
1917  to  December  28,  1917,  and  for  the  Director-General,  from 
the  last-mentioned  date  to  August  1,  1918,  to  refuse  cars  to  the 
complainant  for  the  transportation  of  soft  coal  from  its  mine  at 
Casselman,  Pa.,  to  various  interstate  destinations,  while  furnish- 
ing cars  for  other  similarly  situated  mines  in  that  district,  for 
similar  transportation. 

This  case,  in  effect,  was  remitted  to  the  Commission  from 
the  federal  court  for  the  district  of  Maryland,  to  determine 
whether,  under  the  facts  in  a  suit  filed  in  that  court,  there  was 
undue  prejudice  within  the  meaning  of  the  act  to  regulate  com- 
merce. The  court  consented  to  suspend  the  case  until  the  Com- 
mission could  act. 

The  complainant,  in  this  case,  made  an  arrangement  with 
the  Mountain  Smokeless  Coal  Company  to  use  a  sidetrack  owned 
•by  it,  for  the  shipment  of  its  coal.  The  sidetrack  agreement  be- 
tween the  railroad  company  and  the  Mountain  Smokeless  was 
that  the  siding  should  be  for  the  use  of  the  Mountain  Smokeless 
only,  except  with  permission  from  the  railroad  company.  Such 
permission  was  not  obtained.  The  Baltimore  &  Ohio,  however, 
had  been  furnishing  cars  at  sidetracks  where  there  were  two  or 
more  tipples  of  different  ownership  and  complainant  knew  that 
fact. 

On  April  1,  1917,  the  B.  &  O.  issued  instructions  to  its  em- 
ployes to  deny  permissions  for  the  use  of  sidetracks  by  more 
than  one  coal  mine  operator.  The  arrangement  between  the  com- 


plainant and  the  Mountain  Smokeless  was  made  in  the  preceding 
month  The  furnishing  of  cars  to  two  or  more  operators  was 
discontinued  in  a  number  of  cases,  although  the  instructions 
covered  only  applications  after  April  1,  1917.  The  railroads  con- 
tinued, however,  to  furnish  cars  on  two-tipple  tracks  at  about  ten 

places. 

The  complainant  constructed  a  separate  sidetrack  and  began 

using  it  on  August  1,  1918. 

The  railroad  company  felt  that  it  was  unfair  to  apply  the 
rule  to  the  companies  that  had  not  abused  the  privilege  of  hav- 
ing two  mines  served  by  one  track  and  that  it  was  unfair  to  those 
who  had  made  investments  in  reliance  upon  practices  which  it 
said  had  crept  in,  in  violation  of  its  rule  to  have  only  one  mine  or 
operation  served  by  one  sidetrack.  The  Commission  said  it 
could  not  consider  investments  made  in  expectation  of  the  con- 
tinuance of  rates,  or  in  considering  the  reasonableness  of  in- 
creased rates. 

But  after  having  dismissed  that  argument  as  worthless,  it 
held  that  when  the  B.  &  O.  and  the  Director-General  furnished 
cars  for  two-tipple  tracks  while  refusing  to  do  so  for  this  com- 
plainant, it  violated  the  third  section  and  the  federal  control 
law. 

The  court,  therefore,  will  have  something  to  act  upon  in 
ascertaining  the  amount  of  damages  suffered  by  the  complainant 
because  of  the  refusal,  the  Commission  having  held  that  the  third 
section  was  violated. 


GROCERS  VS.  PACKERS  DECIDED 

In  all  except  two  minor  points,  the  Commission,  in  a  report 
written  by  Commissioner  Aitchison  on  No.  10745,  National  Whole- 
sale Grocers'  Association  of  the  United  States  vs.  Alabama  & 
Vicksburg,  Director-General,  et  al.,  opinion  No.  6987,  62  I.  C.  C. 
375-403,  commonly  known  as  the  case  of  the  wholesale  grocers 
against  the  packers,  ruled  against  the  complainants.  On  one  of 
the  two  points  won  by  the  grocers,  the  Commission  recommended 
a  uniform  mixing  rule  to  govern  shipments  of  fresh  meats  and 
packing  house  products  substantially  the  same  as  the  rule  sug- 
gested by  all  the  big  packers,  except  Morris  &  Co.,  in  the  Con- 
solidated Classification  case,  and  in  this  case.  The  report  also 
covers  No.  10745,  Southern  Wholesale  Grocers'  Association  vs. 
Same. 

The  Commission  held  that  the  practice  of  the  defendants  in 
permitting  the  packers  to  load  certain  articles  of  groceries  in 
their  peddler  and  branch  house  cars  had  not  been  shown  to  re- 
sult in  undue  prejudice  to  the  complaining  grocers,  or  unduly 
to  prefer  the  packers.  It  further  held  that  the  various  peddler 
car  rates  and  rules  had  not  been  shown  to  be  unreasonable  or 
unduly  prejudicial,  except  that  the  mileage  scale  of  rates  applic- 
able on  packing  house  products  in  peddler  cars  in  the  south- 
western lines  territory  was  unduly  preferential  of  the  packers  in 
so  far  as  that  mileage  scale  applied  on  lard  substitutes,  cotton- 
seed cooking  oil,  corn  cooking  oil,  soya-bean  cooking  oil,  peanut 
cooking  oil,  canned  meats,  canned  soups,  chicken  tamale,  chili 
concarne,  sphagetti-meat  chili,  and  canned  meats  with  vegetables. 
The  third  and  last  holding  was  that  the  various  mixing  rules  gov- 
erning fresh  meats  and  packing  house  products,  in  carloads,  were 
unjust,  unreasonable  and  unduly  prejudicial  and  that  just,  rea- 
sonable and  non-prejudicial  rules  would  be  those  suggested  by 
the  packers,  in  this  proceeding,  which  were  the  ones  they  sug- 
gested in  the  Consolidated  Classification  case,  except  that  lard 
compounds,  and  substitutes  and  canned  meats  having  less  than 
twenty  per  cent  of  the  products  of  slaughter  should  not  be  in- 
cluded in  the  list  of  packing  house  products. 

No  order  was  issued  in  the  case  because  the  tariff  situation 
is  so  complex  that  an  order  might  be  of  more  hindrance  than 
help.  The  Commission,  however,  expects  the  carriers,  within 
ninety  days  to  revise  their  rules  so  as  to  bring  them  into  har- 
mony with  the  views  expressed.  At  the  end  of  that  period  the 
Commission  will  consider  the  entry  of  an  order.  That  is  to  say, 
the  Commission  does  not  expect  to  dispose  of  the  case  finally 
without  an  order,  but  it  will  withhold  the  entry  thereof  until 
the  carriers  have  been  given  time  to  work  out  the  revision  that 
should  "be  made  under  the  supervision  of  the  Commission,  and 
then  have  an  order  issued  that  will  make  the  revision  binding 
until  the  further  order  of  the  Commission. 

The  effect  of  the  finding  is  that  the  packers  may  not  here- 
after include  in  their  shipments,  at  carload  rates  applicable  on 
mixtures  of  fresh  meats  and  packing  house  products,  products 
which  contain  less  than  twenty  per  cent  of  the  products  of  pack- 
ing houses,  or  to  put  it  in  another  way,  which  contain  more  than 
eighty  per  cent  of  vegetables  or  vegetable  oils,  at  the  carload 
rate  applicable  on  fresh  meats  and  packing  house  products, 
they  want  to  include  such  things  they  must  pay  the  less-than- 
carload  rate. 

That  seems  to  be  the  only  point  the  grocers  won  in  their 
fight  to  diminish  the  competition  between  themselves  and  the 
packers,  by  means  of  changes  in  the  rules  and  regulations  of  the 
transportation  companies. 

In  substance  the  decision  of  the  Commission  is  squarely 
against  that  made  by  the  Federal  Trade  Commission,  in  its  re- 
port on  the  operations  of  the  big  meat  packers,  in  which  that 
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body,  which  is  not  supposed  to  be  expert  In  questions  of  trans- 
portation, told  Congress  that  lht>  railroads  unduly  preferred  the 
mi  ai  packers  and  unduly  prejudiced  the  grocers  In  the  competi- 
tion wbii'li  became  acute  when  the  packers  began  packing  vege- 
laMes  and  disiriliiiting  the  products  of  both  meat  and  vegetable 
park i MI;  establishments  In  cars  provided  by  themselves  and 
loaded  by  themselves,  on  which  they  pay  a  minimum  per  car 
chaise,  which  Is  not  paid  by  wholesale  grocers  when  they  ship 
in  carrici-  refrigerator  cars,  or  in  merchandise  cars  that  are  car- 
ried in  the  same  trains  that  peddler  and  banch  house  cars  are 
carried. 

The  facts  that  the  big  packers  have  consented  to  the  entry 
of  a  decree  forbidding  them  to  handle  grocery  items  or  other 
items  of  merchandise  not  produced  by  them  in  operating  slaugh- 
ti  i  houses,  that  the  Federal  Trade  Commission  had  made  exten- 
she  reports  on  the  activities  of  the  packers  in  handling  these 
other  Items,  Altchison  said,  were  put  into  this  record,  against 
i  lie  objections  of  the  packers. 

"We  do  not  deem  it  necessary  to  comment  on  these  data," 
said  Altchison.  "The  extent  of  the  dealing  of  the  packers  In 
these  other  commodities  is  not  for  us  to  condemn  or  approve. 
\Ve  are  to  consider  the  connection  of  the  packers  with  these 
commodities  from  a  transportation  standpoint." 

Throughout  the  report  the  packers  were  treated  as  the  de- 
fendant*, as  they  really  were,  although  the  rates  and  rules  of  the 
carriers  were  the  matters  really  under  consideration.  Only  in 
one  or  two  places  does  the  Aitchison  report  appear  to  deal  with 
the  economic  phase  of  the  subject.  In  one  place  Aitchison  said 
•hat  it  would  be  a  waste  of  transportation  to  require  the  packers 
to  send  the  so-called  unrelated  items  in  refrigerator  cars  open  to 

public  because  they  must  have  refrigerators  of  their  own  for 
their  fresh  meats,  if  not  for  their  packing  house  products,  be- 

e  the  carriers  refuse  to  furnish  heavy  refrigerator  such  as 

H  meats  require.  In  another  place  he  said  that  even  if  the 
unrelated  perishable  products  shippe'd  by  the  packers  were 
thrown  out  and  combined  with  the  perishable  products  of  the 
wholesale  grocers,  the  volume  would  not  be  great  enough  to  de- 
mand more  frequent  refrigerator  service  than  is  afforded  by  the 
carriers. 

The  complaint  was  based  on  the  allegation  that  the  carriers 
afforded  better  transportation  facilities  for  the  packers  in  their 
peddler  and  branch  house  cars  than  Is  afforded  the  grocers  by  the 
ordinary,  the  station  order  and  the  overhead  merchandise  car. 
Analyzing  an  exhibit  by  Swift  &  Co.  showing  schedules,  in  par- 
allel columns,  from  fifteen  cities  where  that  company  has  branch 
houses  or  packing  plants,  of  peddler  and  merchandise  cars, 
Aitchison  said: 

These  exhibits  indicate  that  10,632  cities  and  towns  are  served  by 
tlie  peddler  cars  operating  out  of  the  fifteen  cities  mentioned.  To 
5,273  of  these  places,  substantially  one-half  of  the  number,  the  car- 
riers' merchandise  box-car  schedule  is  the  same  as  the  peddler-car 
schedule.  The  number  of  places  to  which  the  carriers'  box-car  mer- 

•I'lise  schedule  is  more  expeditious   than   the  peddler-car  schedule 

.''•14.  The  peddler-car  schedule  is  more  expeditious  than  the  mer- 
chandise-car schedule  to  2,745  places. 

The  peddler  cars,  as  heretofore  stated,  are  usually  forwarded 
about  once  a  week,  while  the  merchandise  cars  with  which  comparison 
Is  made  are  usually  scheduled  to  move  from  points  of  origin  daily 
except  Sunday.  Taking  this  fact  into  consideration  these  exhibits 
show  that  to  5.292  places  the  merchandise  service  is  more  frequent  by 
five  days  per  week  than  the  peddler-car  service;  and  likewise  that  the 

'•liiindise  schedule  is  more  frequent  than  the  peddler-car  schedule 
per  week,  to  2,886  places  by  four  days,  to  519  places  by  three  days  to 
1.217  places  by  two  days,  and  to  698  places  by  one  day.  In  other 
words,  to  every  place  served  by  the  peddler  car  the  merchandise  ser- 
is  more  frequent  than  the  peddler-car  service  by  at  least  one  day 
l"  r  week;  to  more  than  half  the  places  served  by  the  peddler  car  the 
merchandise  service  is  more  frequent  by  five  days  per  week  and  to 
more  than  three-fourths  of  the  places  served  by  the  peddler  car  the 
merchandise  schedule  is  more  frequent  by  at  least  four  days  per  week. 

BENTON  ON  KANSAS  DISSENTS 

The  Traffic  World  Washington  Bureau 

"While  most  commissioners  will  find  themselves  in  agree- 
ment with  the  terse  statement  of  the  law  made  by  Commissioner 
Campbell,  rather  than  with  the  view  indicated  by  Commissioner 
Lewis,  I  am  sure  they  will  most  cordially  approve  the  spirit 
which  animates  the  discussion  in  the  report  of  the  latter,  and 
his  frank  expression  of  belief  that  successful  administration  of 
our  national  transportation  system  calls  for  the  preservation  and 
strengthening  of  state  tribunals,  and  their  proper  co-ordination 
with  the  federal  Commission,"  said  John  E.  Benton,  general 
solicitor  of  the  National  Association  of  Railway  and  Utilities 
Commissioners,  in  a  bulletin  to  state  commissions  on  the  report 
of  the  Commission  in  the  Kansas  intrastate  rate  case. 

"I  venture  to  express  my  personal  judgment  that  he  is  abso- 
lutely right  on  this  point,  and  further,  that  it  Is  not  a  matter 
that  can  be  worked  out  merely  by  judicial  decisions.  Whatever 
the  courts  may  determine  as  to  the  extent  of  federal  power,  our 
dual  system  of  regulation  will  function  somewhat  awkwardly 
until  our  regulatory  agencies,  federal  and  state,  both  act  in  frank 
recognition  of  the  fact  that  while  complete  power  is  not  vested 
in  either,  nevertheless  together  they  have  such  power,  and  ought 
to  find  a  way  to  exercise  it  in  such  fashion  as  completely  to  meet 
whatevern  eed  for  its  exercise  may  arise,  and  without  conflict,  or 
controversy,  or  delay. 


"Thin  can  easily  be  accomplished  If  It  Is  frankly  recognized 
that  neither  state  nor  federal  power,  within  Its  proper  field,  can 
be  destroyed  by  denying  Its  existence,  and  If  it  IB  assumed  that 
state  and  federal  officials,  charged  with  regulation,  are  equally 
desirous  of  exercising  their  powers  properly. 

"We  live  under  a  dual  government  with  the  powers  of  govern- 
ment, legislative,  executive  and  judicial,  divided.  There  Is  In 
every  line  of  governmental  activity  dally  opportunity  for  clashes 
of  authority  and  controversy  and  resulting  disturbance.  From 
these  we  are  free.  This  Is  due  partly  to  the  fact  that  the  extent 
of  federal  and  state  powers,  respectively,  has  become  fairly  well 
understood,  but  especially  to  the  fact  that  federal  and  state 
officials  do  not  ordinarily  regard  each  other  as  agents  of  hostile 
governments,  but  rather  as  of  a  single  people,  and  they  frankly 
co-operate  to  meet  each  situation  that  arises  as  It  ought  to  be 
met,  without  giving  occasion  for  controversy  and  litigation  as  to 
the  exact  extent  of  their  respective  powers. 

"The  Interstate  Commerce  Commission  Is  operating  In  a  field 
which  the  federal  government  has  sought  to  occupy  fully  only 
at  a  comparatively  recent  date.  The  extent  of  the  power  of  the 
commission  is  not  yet  very  definitely  known.  The  commission — 
perhaps  because  it  has  been  so  overburdened  that  at  the  outset 
it  did  not  clearly  perceive  the  full  effect  of  Us  first  decision 
under  the  transportation  act — has  attempted  to  make  the  problem 
of  regulation  simple  for  Itself  by  orders  which  destroy  the  power 
of  the  states.  These  orders  purport  to  relieve  carriers  as  to 
whole  bodies  of  state  rates  from  the  effect  of  state  laws.  As  In 
this  case,  where  it  Is  recognized  that  the  state  rates  In  large 
part  do  not  In  any  way  conflict  with  Interstate  rates,  they  even 
go  so  far  as  to  leave  it  to  the  carriers  to  decide  to  what  extent, 
as  to  the  classes  of  rates  covered,  they  will  conform  to  state  laws. 

"It  is  not  to  be  believed  that  our  form  of  government  can 
be  broken  down  in  this  way.  If  it  shall  ultimately  be  judicially 
determined  that  it  can  not,  the  time  must  come  for  the  making 
of  a  constructive  effort  to  coordinate  the  activities  of  state  and 
federal  commissions,  so  that  the  machinery  of  our  dual  system 
of  regulation  will  work  not  only  tolerably  well,  but  with  as  little 
friction  and  as  effectively  as  our  other  governmental  machinery 
works.  This  must  be  a  two-sided  effort.  Congress  has  made  thv> 
law  adequate  for  co-operative  action.  At  the  last  convention  of 
our  association  a  committee  was  appointed  to  work  out  with  the 
federal  commission  a  plan  of  co-operation.  In  the  present  state 
of  uncertainly  as  to  the  law,  and  while  the  majority  of  the  federal 
commissioners  holds  the  attitude  they  have  taken,  little  in  that 
direction  can  be  accomplished.  But  when  the  time  comes  that 
on  both  sides  the  wisdom  of  renewed  effort  is  recognized,  as  I 
am  confident  it  will  come,  after  we  can  all  know  the  law  better 
than  we  do  now,  the  clear  grasp  of  fundamental  principles  indi- 
cated by  Commissioner  Campbell's  report,  and  the  broad  spirit 
and  purpose  which  are  evidenced  in  the  report  of  Commissioner 
Lewis,  will  go  far  towards  making  success  possible." 

After  calling  attention  to  the  proviso  in  the  Commission's 
order  that  carriers  are  not  required  or  authorized  to  establish 
intrastate  rates  higher  than  corresponding  interstate  rates,  Mr. 
Benton  said: 

The  meaning  of  this  proviso  is  not  clear.  Attempts  in  former 
cases  to  have  the  commission  make  it  more  lucid  have  been  without 
effect.  Discussion  in  this  report  would  indicate  that  it  is  intended 
not  to  require  intrastate  rates  to  be  advanced  which  are  already 
as  high  as  the  proportional  interstate  rates.  But  what  is  the  standard 
where  no  proportional  interstate  rates  between  intrastate  points  are 
on  file?  The  effect  of  the  order,  however,  is  well  known.  Questions 
as  to  what  are  corresponding  rates,  and  how  the  relativity  is  to  be 
determined,  are  open  and  are  determined  by  the  carriers  to  suit 
themselves.  The  proviso  is  in  practice  effective  only  to  the  extent 
that  the  carriers  desire  to  make  departures  from  the  straight  per- 
centage increase.  It  is  accordingly  no  real  protection  to  the  pub- 
lic. Having  secured  the  order  from  the  federal  commission,  it  is 
the  practice  of  the  carriers  in  these  state  rate  cases  immediately 
to  procure  restraining  orders  in  the  federal  courts  which  prevent 
the  state  authorities  from  interfering  with  the  putting  into  effect 
of  tariffs  making  the  advances  desired.  They  then  put  into  effect 
the  percentage  increases.  The  most  that  can  be  said  of  the  proviso 
is  that  it  opens  the  door  to  prolonged  litigation,  if  state  authorities 
consider  it  advisable  to  attempt  to  procure  Its  judicial  construction, 
and  restriction  of  the  carriers  to  the  terms  of  it  as  construed. 


D.  &    M.    N.   ABANDONMENT 

The  Duluth  &  Minnesota  Northern  Railway  Company,  with 
a  line  99.25  miles  long  in  St.  Louis,  Lake,  and  Cook  counties, 
Minnesota,  built  by  Alger,  Smith  &  Co.,  lumbermen,  to  bring  out 
lumber  cut  by  them,  has  been  authorized  to  abandon  its  road. 
The  Minnesota  Railroad  and  Warehouse  Commission  granted 
permission  to  abandon  because  the  road  does  not  pay  and  is 
now  so  heavily  indebted  to  the  proprietary  interest  that  it  does 
not  give  prospect  of  ever  paying,  although  it  runs  through  a 
heavily  wooded  country,  in  which,  according  to  the  attorney- 
general  of  Minnesota,  lumbering  has  almost  ceased,  because  the 
abandonment  of  the  road  has  been  under  discussion  and  other 
lumbering  companies  have  feared  to  make  plans  for  continuing. 
The  attorney-general  of  Minnesota  has  taken  an  appeal  from  the 
permission  of  the  Minnesota  commission.  He  has  also  denied 
the  jurisdiction  of  the  federal  Commission.  The  latter  held  that 
it  had  jurisdiction,  so  the  case  is  ready  for  appeal  to  the  higher 
courts,  if  they  will  entertain  it  and  issue  the  necessary  injunc- 
tions to  prevent  the  proposed  demolition  of  the  property. 
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SHIPPING  BOARD  FINANCE  MUDDLE 

The  Traffic  World  Washington  Bureau 

Preliminary  to  asking  Congress  for  an  appropriation  of 
$300,000,000  to  carry  the  Shipping  Board  through  the  ensu- 
ing year,  A.  D.  Lasker,  chairman,  July  18,  reviewed  the  finan- 
cial condition  of  the  board.  Earlier  in  the  day  he  had  sub- 
mitted his  data  to  the  President,  who,  according  to  Mr.  Lasker, 
was  shocked  to  learn  "that  the  net  expense  of  this  enterprise 
paid  out  of  the  public  funds  last  year  was  $380,000,000." 

Chairman  Lasker  said  the  books  of  the  board  were  in  a 
deplorable  condition  and  in  such  shape  that  he  could  not  tell 
whether  or  not  $300,000,000  would  be  enough  for  the  board 
in  the  coming  year.  He  estimated  the  board  would  lose 
$150,000,000  on  ship  operations  in  the  ensuing  year  because  of 
depressed  conditions  in  ocean  traffic. 

"I  want  to  say  that  it  is  inconceivable  that  an  institution 
like  this  could  be  in  existence  and  be  turned  over  to  men  to 
administer  in  the  shape  it  is."  said  he.  "Had  the  books  been 
kept  with  a  view  to  cheating  and  deceiving  Congress  and  the 
country  they  could  not  have  been  kept  in  much  different  shape 
than  they  have  been,  and  I  measure  the  words  I  am  using.  It 
has  almost  worn  me  out  physically  and  mentally  to  get  any- 
thing from  the  books  that  could  be  regarded  as  complete. 

"Last  year  nominally  out  of  the  public  treasury  approxi- 
mately $100,000,000,  actually  authorized  by  Congress  was  ex- 
pended on  the  Shipping  Board.  This  sum  represented  the  total 
of  appropriations.  One  might  deduce  from  this  that  only  a 
hundred  million  was  used  by  the  Board  during  last  year.  When 
I  showed  to  the  President  a  few  minutes  ago,  the  figures  I 
am  about  to  reveal  to  you  he  was  shocked  and  dismayed  that 
such  a  condition  could  exist.-  As  a  matter  of  fact,  the  Shipping 
Board  used  last  year  approximately  $380,000,000.  Besides  the 
$100,000,000  appropriated  by  Congress,  and  $80,000,000  on  hand 
at  the  beginning  of  the  fiscal  year,  it  sold  assets  for  $200,000,000, 
all  of  which  money  went  back  into  the  enterprise.  Then  in 
addition  it  received  from  operation  of  vessels,  etc.,  $300,000,000, 
which  was  also  spent,  this  making  a  total  expenditure  by  the  Ship- 
ping Board  of  $680,000,000.  This  $300,000,000  received  from 
operations  when  deducted  from  the  $680,000,000  received  from 
all  sources  shows  a  deficit  of  $380,000,000,  although  the  public  re- 
cords show  $100,000,000  to  be  all  that  had  been  appropriated  by 
Congress  for  the  year.  This  is  an  astounding  case  of  absolute  de- 
ception of  the  country  and  Congress.  1  know  and  want  to  explain 
that  Admiral  Benson  and  Mr.  Tweedale,  controller  had  not  the 
remotest  thing  to  do  with  such  gross  misrepresentation.  They 
were  active  in  accordance  with  the  system  under  which  the 
books  had  been  kept  from  the  hour  the  institution  started 
and  they  were  so  busy  trying  to  get  straightened  out  the 
mix-up  in  settlements  and  operations  that  they  never  had  the 
time  to  try  to  systematize  the  records,  and  the  only  reason 
this  has  developed  now  is  because,  coming  in  as  a  new  ad- 
ministrator, I  wanted  to  find  out  for  my  own  guidance  what 
the  loss  had  been.  This  necessitated  calling  in  outside  audi- 
tors before  the  facts  could  be  dug  out.  I  don't  guarantee  the 
figures  now;  they  are  the  best  we  could  secure  from  the  books 
and  we  are  assured  by  Mr.  Tweedale's  assistants  that  they 
will  prove  fairly  reliable. 

"To  show  the  bad  shape  the  books  are  in:  Last  year  the 
gross  operating  disbursements  were  $410,000,000.  That  rep- 
resents the  expense  of  the  operation  of  the  boats  alone.  Of 
that  amount,  there  is  yet  no  exact  accounting  for  $310,000,000. 
This  item  represents  money  disbursed  for  the  Board  by  the 
operators  of  Government-owned  boats  who  have  as  yet  failed 
to  make  a  full  accounting.  It  is  only  fair  to  say  that  the 
operators  of  a  boat  are  always,  on  the  average,  a  few  months 
behind  in  reporting  the  accounts,  because  if  a  boat  leaves  to- 
day on  a  four  months'  voyage  money  is  being  paid  out  for  her 
that  cannot  be  accounted  for  until  she  shall  have  finished  her 
trip;  but  obviously,  for  75%  of  the  year's  operations  to  be  un- 
accounted for  demonstrates  a  complete  breakdown  and  shows 
further  that  the  new  Shipping  Board  has  inherited  a  collapse 
that  will  take  its  every  effort  and  tremendous  patience  to 
resuscitate.  As  I  look  into  the  details  I  find  them  worse  than 
my  worse  expectations.  Approximately  $200,000,000  repre- 
sents absolute  loss  in  operations  in  the  fleet.  There  was  ex- 
pended $160,000,000,  on  construction  of  ships,  divided  as  fol- 
lows: $149,000,000  on  steel  ships  and  the  rest  on  miscellaneous 
ships,  including  an  item  of  $3,000,000  for  wood,  composite, 
and  concrete  ships.  What  these  newly  acquired  assets  are 
worth  is  highly  questionable. 

"The  plans  for  the  steamer  American  Legion  which  starts 
on  her  first  trip  in  a  few  days  were  redrawn  seven  times  and 
it  is  easy  to  see  how  that  would  run  up  the  cost.  First  the 
American  Legion  was  an  army  transport,  then  it  was  a  navy 
transport,  then  she  was  designed  for  a  hospital  boat,  then  it 
was  determined  to  make  her  a  cattle  boat  and  after  spending 
money  on  all  these  blue  prints  it  was  decided  to  transform 
hrr  into  a  passenger  ship — and  she  is  a  very  beautiful  and 
fine  passenger  ship.  But  she  cost  between  six  and  seven  mil- 
lion dollars  and  that  was  before  she  sailed  her  first  mile.  As 


a  matter  of  fact  her  real  worth  'is  probably  half  her  cost.  So 
you  can  see  such  assets  are  pretty  sick  assets.  But  after  all 
there  is  a  fleet.  It  is  the  largest  fleet  many  times  over,  the 
world  has  ever  known.  So  that  our  task  is  to  make  what  was  a 
liability  into  an  asset — for,  of  course,  the  fleet  must  be  oper- 
ated. And  if  we  can  solve  the  problem  of  how  successfully 
to  operate  these  ships  we  have  it  will  be  worth  all  the  money 
the  war  cost  to  put  the  American  merchant  marine  back  on  the 
map.  If  it  had  not  been  for  the  war  we  would  not  have  this 
merchant  marine  so  we  must  turn  our  backs  on  the  sad  past 
and  look  constructively  and  patiently  to  the  future. 

"Tomorrow  I  must  appear  before  Congress  to  tell  them  it 
is  possible  the  Shipping  Board  will  require  up  to  $300,000,000 
for  the  present  fiscal  year.  I  fear  this  will  throw  a  lot  of  sand 
in  the  gear  box  of  tax  revision.  Books  are  so  absolutely  in- 
complete and  incompetent  that  it  is  impossible  to  be  sure 
whether  that  $300,000,000  represents  all  we  may  need;  we  may 
require  more  but  it  is  the  most  intelligent  wild  guess  we  can 
make. 

"The  President  instructed  me  that  during  his  administra- 
tion the  public  is  to  have  the  facts — and  all  the  facts — and 
that  when  we  show  losses  on  operations  of  the  Shipping  Board 
they  shall  be  the  actual  losses.  Anything  realized  from  the 
sales  of  assets  from  now  on  must  be  covered  into  the  public 
treasury,  and  not  expended  as  in  the  past.  The  President  wants 
the  country  to  get — not  as  in  the  past,  a  picture  that  shows 
what  did  not  happen — but  even  though  it  might  show  that 
even  we  ourselves  are  incompetent,  to  publish  all  we  really  lose 
now.  It  is  necessary  to  ask  Congress  for  $300,000,000  to  carry  us 
through  the  coming  year,  though  we  will  try  the  first  six  months 
to  get  along  on  $100,000,000  to  $125,000,000.  We  will  not  hide 
our  losses.  When  I  say  we  may  need  up  to  $100,000,000  for 
the  coming  year,  it  is  the  hope  that  from  that  sum  we  will  be 
able  to  pay  not  only  the  losses  of  operations,  but  also  to 
settle  finally  a  part  of  the  claims  and  the  law  suits  pending 
against  the  Shipping  Board.  These  latter  amount  to  more 
than  $300,000,000  themselves,  but  we  anticipate  settling  them 
for  $.50  on  a  $1  because  many  of  them  are  padded.  Congress  al- 
ready has  appropriated  $25,000,000  to  finish  the  construction 
of  ships.  It  is  estimated  operations  will  lose  $150,000,000. 
The  reason  the  lose  from  operations  will  be  so  great  in 
spite  of  the  efficiencies  and  economies  we  will  introduce 
is  that  the  first  six  months  of  the  fiscal  year  just  closed  were 
very  good  commercially.  The  last  six  months  were  poor.  Most 
people  are  looking  forward  during  the  twelve  months  we  have 
just  entered  upon  for  dull  times;  so  that  we  may  expect  hard 
sledding  during  that  period.  Moreover,  it  will  be  several  months 
until  the  changes  of  policy  we  hope  to  put  into  effect  begin 
to  reflect  or  even  to  become  active,  and  we  are  compelled  to 
go  on  in  the  very  incompetent  way  the  boats  are  being  oper- 
ated while  we  are  moving  lo  introduce  business  methods  and 
reforms. 

"The  boats  are  being  operated  today  in  the  following 
shocking  manner:  An  operating  company  is  allocated  a  number 
of  boats.  They  are  allowed  a  commission  of  5  per  cent  flat  on 
gross  revenue.  The  boat  can  lose  all  kinds  of  money — the  tax- 
payers pay  the  losses,  but  the  operator  makes  money  just 
the  same,  because  he  gets  his  5%  commission. 

"I  have  actually  heard  of  a  boat  turning  back  in  midsea 
to  take  a  cargo  on  which  the  operator  made  $4,000  and  the 
government  lost  $8,000 — and  this  boat  was  half  way  across 
the  China  Sea  when  they  turned  her  back  to  get  that  cargo 
at  Manila.  It  is  nobody's  fault  that  the  present  system  pre- 
vails. Those  boats  were  built  when  American  operators  had 
no  experience  and  a  system  had  to  be  developed  to  get  them 
moving  and,  as  long  as  times  were  fine,  the  system  did  not 
work  out  so  badly;  but  anybody  can  see  that  a  system  whereby 
the  operator  has  nothing  at  stake  whereby  the  government  loses 
and  he  wins,  is  a  system  that  makes  for  inefficiency.  We 
must  grin  and  bear  that  system  for  some  months  to  come 
because  to  establish  such  a  charter  system  as  will  be  developed 
by  our  new  vice  presidents  of  the  present  board  is  a  matter 
almost  as  difficult,  in  a  minor  way,  as  it  would  be  to  negotiate 
the  peace  treaty  Versailles.  It  is  a  high  technical  matter  and 
must  be  approached  with  the  greatest  care. 

"To  show  the  condition  of  incompetence  that  exists  the 
present  basis  of  doing  business  went  into  effect  in  March, 
1920,  and  out  of  9,000  voyages  made,  only  3,000  are  accounted  for 
to  date. 

"The  President  has  inherited  in  the  Shipping  Board  the 
most  difficult  business  problem  ever  given  to  a  President  to 
work  out.  Every  condition  surrounding  it.  was  sick.  Begin- 
ning with  world  trade  conditions,  which  are  the  worse  ever 
known,  and  coming  down  to  the  ships  themselves,  sickness 
prevails.  Such  ships  as  they  had  ways  to  build  were  laid 
down  when  the  war  started.  Many  of  them  do  not  fit  into 
the  trade  and  are  expensive  to  operate.  The  carrying  busi- 
ness of  the  world  is  sick,  and  the  morale  of  the  men  on  the 
boats,  because  of  all  of  these  conditions,  is  likewise  pretty 
sick.  No  matter  how  quickly  and  efficiently  the  New  Board  and 
its  officers  function,  the  flood  tide  of  loss  from  the  policies 
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of  the  past  cannot  be  stopped  for  months  to  come,  and  the 
ih  licit  for  the  coming  year  will  reflect  the  sad  history  of  the 
past  raihei  than  the  reorganized  effort  of  policies  inaugu- 
rated by  the  new  Board.  In  other  words,  the  new  Shipping 
r«nrd  is  not  disheartened.  Startling  as  these  figures  are, 
they  prove  to  us  that  with  patience  something  can  be  done, 
am!  out  of  this  wreck.  Phoenix-like  from  Its  asnes  a  real 
American  merchant  marine  can  arise  that  will  be  worth  all 
the  penalty  that  we  have  suffered,  and  when  prosperity  comes 
to  th>  \\iulil  that  marine  will  be  the  greatest  Insurance  that 
Vmerica  will  get  its  full  share. 

"1  will  say  this  on  the  wooden  ships:  I  announced  in 
New  York  that  the  wooden  ships  had  cost  $240,000,000.  This 
is  incorrect.  I  failed  to  include  cost  of  uncompleted  ships. 
The  total  loss  on  wooden  ships,  Including  those  uncompleted 
in  $313,000,000.  I  was  $73,000,0000  shy.  These  vessels  are 
pi  art  (rally  worthless.  We  are  making  an  inventory  of  these 
assets  as  fast  as  we  can,  and  when  that  inventory  Is  completed 
we  will  know  what  the  wooden  fleet  is  worth,  and  of  course 
we  will  know  the  value  then  of  all  other  vessels.  Besides  the 
liabilities  I  have  spoken  of  there  are  unknown  liabilities  be- 
cause the  books  have  been  kept  so  badly.  For  instance,  we 
show  here  miscellaneous  disbursements  of  $307,000,000  in 
operations.  That  means  $307,000,000  advanced  to  operators. 
They  may  come  in  and  show  we  owe  them  much  more  than 
thai  amount.  The  whole  system  of  operations  was  basically  so 
improper  that  it  will  take  a  year  or  more  until  we  can  de- 
termine the  extent  of  the  unknown  liabilities.  Two  hundred 
auditors  today  are  working  in  the  offices  of  operators.  Think 
of  the  expense — waste  and  unnecessary  expense  on  us — two 
hundred  auditors  trying  to  dig  into  these  books  to  secure  In- 
formation on  the  six  thousand  uncompleted  voyages. 

"Until  this  year,  the  Shipping  Board  was  permitted  to  sell 
ships  and  surplus  materials  and  to  use  the  cash  received  for 
expense  purposes.  This  is  now  forbidden.  In  order  to  keep  the 
Board  running,  Congress  authorized  it  to  use  $55,000,000  to  be 
derived  from  the  sale  of  ships  and  materials.  No  chance  of 
our  getting  any  such  sum  from  those  sources.  This  is  a  basically 
wrong  thing  to  do;  therefore,  I  am  going  to  ask  Congress  to 
withdraw  that  permission  and  require  us  to  cover  into  the 
treasury  all  moneys  derived  from  sales.  I  do  not  want  to  be 
at  the  head  of  business  that  is  run  that  way.  If  department 
heads  do  not  have  to, account  for  money  they  use,  it  is  easy 
enough  for  them  to  fool  me  and  fool  themselves;  it  makes  for 
criminal  waste  and  extravagance  just  as  undoubtedly  it  has  in 
the  past." 

After  Chairman  Lasker  had  conferred  with  President  Har- 
ding, July  18,  it  became  known  that  the  President  was  deter- 
mined to  have  the  public  know  what  the  operation  of  the  gov- 
ernment's merchant  fleet  costs.  If  the  fleet  costs  $100,000,000 
a  year,  the  public  will  be  so  informed,  and  then  it  will  be  up 
to  the  Congress  and  the  public  to  decide  whether  the  money 
shall  be  so  spent.  That  is  the  view  of  the  President.  Ulti- 
mately, it  is  his  belief,  the  question  of  whether  some  form  of 
paternalistic  aid  to  the  merchant  marine  must  be  given  by  the 
government  will  have  to  be  settled.  The  administration  is  fur- 
ther determined  to  inform  the  public  of  what  it  "inherited"  in 
the  Shipping  Board  and  Chairman  Lasker's  statement  as  to  the 
financial  condition  of  the  board  and  the  condition  of  its  books 
is  regarded  as  the  first  broadside  under  the  policiy  to  inform 
the  public  about  the  board. 

Director  of  the  Budget  Charles  G.  Dawes  sent  to  Congress 
July  20  a  request  for  an  appropriation  of  $125,000,000  for  the 
Shipping  Board  for  the  ensuing  six  months.  The  request  was 
approved  by  President  Harding.  Chairman  Lasker  of  the  board 
will  appear  before  the  House  committee  on  appropriations  July 
26  and  testify  as  to  the  need  for  the  money.  He  conferred  in- 
formally with  Chairman  Madden  of  the  House  committee  July 
20,  not  'having  gone  to  Congress  July  19,  as  he  had  planned. 
It  was  decided  to  ask  for  $125,000,000  at  this  time  rather  than 
the  total  of  $300,000,000,  which  it  is  estimated  the  board  will 
need  for  the  coming  year. 


MARINE  INSURANCE  REGULATION 

The  Traffic  World   Washington  Bureau 

"No  reasonable  effort  should  be  spared  to  build  up  an 
American  merchant  marine,"  said  Senator  Jones,  chairman  of 
the  Senate  commerce  committee,  in  a  report  to  the  Sennte 
ursing  enactment  of  a  bill  (S.  2265)  to  regulate  marine  in- 
surance in  the  District  of  Columbia.  The  bill  is  offered  as  a 
model  for  adoption  by  the  states  and  is  designed  to  relieve 
the  marine  insurance  business  of  restrictions  which  make  it 
practically  impossible  for  American  companies  to  compete  with 
foreign  insurance  companies.  A  similar  bill  has  been  reported 
favorably  by  the  House  committee  on  merchant  marine  and 
fisheries. 

"We  will  probably  have  to  use  'heroic'  measures  to  do  it," 
continued  Senator  Jones  with  reference  to  the  building  of  an 
American  merchant  marine. 

"One  of  the  most  important  factors  in  the  maintenance  of 


a  merchant  marine  and  the  development  of  foreign  commerce  In 
marine  Insurance.  The  nation  whose  citizens  control  marine 
insurance  largely  controls  the  world's  marine  and  trade.  The 
men  and  companies  who  do  marine  Insurance  learn  the  busi- 
ness methods  and  trade  secrets  of  marine  and  commercial 
competitors,  and  they  do  this  without  disclosing  anything  of 
the  practices  or  secrets  of  their  own  allied  marine  and  com- 
mercial interests.  It  needs  no  argument  to  show  the  tremen- 
dous advantage  this  gives. 

"More  than  two-thirds  of  the  insurance  on  American  ships 
and  cargoes  is  done  by  foreigners.  More  than  three-fourths 
of  American  hull  insurance  Is  done  by  foreigners.  This  should 
not  be,  especially  now,  when  we  have  such  a  large  tonnage 
which  we  hope  to  have  profitably  operating  In  the  foreign  trade. 

"One  of  the  great  handicaps  to  the  growth  of  American 
marine  insurance  is  the  diversity  of  our  laws  affecting  it. 
Legislative  jurisdiction  over  this  subject  rests  with  the  various 
states.  There  is  no  uniformity  in  their  legislation.  Little  ac- 
count seems  to  have  been  taken  by  them  of  the  broad  Interests 
of  the  Nation.  No  efforts  have  been  made  to  aid  in  building 
up  marine  insurance.  In  fact  many  States  have  provisions  of 
law  that  are  actual  handicaps  to  it. 

"This  bill  is  an  attempt  to  show  the  Nation's  interest  in 
this  subject  and  to  suggest  model  legislation  which  it  is  hoped 
will  be  followed  by  the  various  states.  It  takes  a  nation's 
view  of  the  problem,  having  due  regard  to  local  interests. 
It  is  an  expression  by  the  general  government  of  what  is  needed 
to  serve  a  national  purpose,  in  the  hope  that  the  various  states 
will  follow  it  as  nearly  as  may  be.  Congress  has  jurisdiction 
over  the  subject  for  the  District  of  Columbia.  The  hope  and 
prospect  of  the  formation  of  companies  in  the  District  of 
Columbia  to  act  under  this  law  is  sufficient  justification  for 
its  enactment,  but  it  is  frankly  avowed  that  the  chief  benefit 
hoped  to  come  from  it  will  be  the  enactment  of  similar  legis- 
lation in  the  various  states  of  the  Union." 


SHIPPING  BOARD  CLAIM  BOARD 

The  Traffic  World   Washington  Bureau 

President  Harding  and  Chairman  Lasker  of  the  Shipping 
Board  have  decided  to  place  five  members  on  the  claims  com- 
mission that  will  pass  on  approximately  $300,000,000  of  claims 
against  the  board.  The  original  plan  was  to  have  three  mem- 
bers. 

W.  D.  Meal  of  Cleveland,  formerly  judge  of  the  Ohio  Ap- 
pellate Court,  will  be  chairman  of  the  board. 


LA  FOLLETTE  GUARDS  SEAMEN 

The  Traffic  World   Washington  Bureau 

Senator  LaFollette,  of  Wisconsin  July  19  withdrew  a  reso- 
lution submitted  by  him  recently  providing  for  an  inquiry 
into  the  marine  workers'  strike  and  offered  as  a  substitute 
a  resolution  directing  the  commerce  committee  or  any  other 
committee  to  investigate  the  differences  between  the  marine 
workers  and  the  Shipping  Board.  He  declared  in  the  resolu- 
tion that  it  had  been  charged  that  the  board  had  used  "its 
great  power  in  a  manner  inimical  to  the  men  and  hostile  to 
organized  labor."  The  Shipping  Board  has  effected  agreements 
with  the  marine  engineers  and  the  radio  operators.  It  an- 
nounced it  would  settle  on  the  same  terms  with  the  other  sea- 
men, but  the  latter  have  declined  to  accept. 


LOSSES  ON  OCEAN  SHIPMENTS 

The  Traffic  World   Washington  Bureau 

That  the  only  practical  way  of  stopping  or  reducing  losses 
due  to  theft,  pilferage,  breakage  and  non-delivery  of  goods  en- 
trusted to  common  carriers  both  by  land  and  sea  for  transport 
either  within  the  United  States  or  between  the  United  States 
and  foreign  countries  is  to  amend  the  Barter  act  and  the  Cum- 
mins' amendment  so  that  full  responsibility  for  such  losses  will 
be  placed  on  the  carrier,  was  the  belief  expressed  by  Benjamin 
Rush,  of  Philadelphia,  president  of  the  Insurance  Company  of 
North  America,  in  testimony  before  the  subcommittee  of  the 
House  committee  on  merchant  marine  and  fisheries,  which  began 
hearings  July  18  on  the  question  of  ascertaining  means,  if  pos- 
sible, for  reducing  losses  on  ocean  shipments. 

Representative  Frederick  R.  Lehlbach,  chairman  of  the  sub- 
committee, in  opening  the  hearings,  said  that,  judging  from 
representations  made  to  the  committee,  losses  through  theft, 
pilferage,  breakage  and  other  damage,  and  non-delivery,  had 
reached  abnormal  proportions  and  that  the  losses  seemed  to 
be  on  the  increase.  He  said  it  was  reported  that  insurance 
rates  for  the  kinds  of  losses  mentioned  had  increased  from 
100  to  300  per  cent  in  the  last  year.  One  result,  he  said,  was 
that  several  large  companies  had  withdrawn  from  the  field 
and  that  others  would  do  so  if  conditions  continued  as  they 
are. 

"Complaint  has  been  made  to  the  effect  that  there  has  been 
a  distinct  tendency  on  the  part  of  water  carriers,  during  the 
last  few  years,  to  assume  only  a  nominal  liability  for  negligence 
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under  their  bills  of  lading,  and  at  times  expressly  to  exempt 
themselves  from  all  liability  for  theft,  breakage  and  non-de- 
livery," said  Mr.  Lehlbach. 

"To  a  large  extent  the  question  is  world-wide.  Our  leading 
competitors,  it  seems,  have  already  undertaken  to  investigate 
the  subject  and  to  eliminate  the  causes  of  the  trouble.  It  seems 
clear  that  we  should  keep  pace  with  our  competitors  in  working 
out  a  solution.  The  nation  that  effects  a  substantial  improve- 
ment is  likely  to  be  at  a  decided  advantage  in  foreign  markets 
as  compared  with  countries  which  neglect  the  matter  and  con- 
tinue to  operate  under  present  conditions  of  waste.  The  prob- 
lem is  strategically  associated  with  the  development  of  our 
foreign  trade  opportunities  and  the  maintenance  of  an  Amer- 
ican merchant  marine.  But  even  ignoring  the  vital  element  of 
foreign  competition,  it  is  clear  that  such  waste  should  not  be 
tolerated  longer  than  is  absolutely  necessary." 

Meyer  Lissner,  member  of  the  Shipping  Board,  sat  with  the 
subcommittee. 

"Theft  and  pilferage  are  now  considered  to  be  a  jujst  and 
proper  perquisite  by  some  of  the  employes  of  common  carriers, 
longshoremen,  custom  house  employes,  and  others  in  Latin- 
American  countries,"  said  Mr.  Rush,  after  explaining  that  his 
company  had  retired  from  the  theft  insurance  business  on  ship- 
ments to  Latin-American  countries. 

Under  the  common  law,  he  said,  the  liability  of  the  carrier 
covered  every  hurt  or  injury  to  the  goods  he  carried,  unless 
caused  by  the  act  of  God,  the  public  enemy,  or  their  inherent 
nature.  In  the  course  of  time,  however,  he  said,  this  simple 
rule  of  common  law  had  been  modified  by  statutes  and  judicial 
decisions,  and  the  carrier's  liability  reduced  or  entirely  elim- 
inated under  certain  conditions. 

"For  example,"  said  he,  "a  carrier  was  permitted  to  make 
an  agreement  with  the  shipper  limiting  the  carrier's  losses  to 
those  of  which  he  had  received  notice  within  an  agreed  upon  time, 
or  to  an  agreed  upon  value  put  upon  the  goods  in  consideration 
of  their  carriage  at  a  low  rate  of  freight,  or  that  suits  against 
the  carrier  must  be  brought  within  a  limited  time  after  delivery. 

"These  statutes  and  decisions  have  had  a  far-reaching  effect 
upon  the  carrier's  liability  and  upon  the  safe  and  profitable 
conduct  of  commerce.  Whatever  justice  there  may  have  been 
in  the  original  arguments  that  brought  these  statutes  and  de- 
cisions into  being,  as  a  matter  of  practical  result  the  remedy 
has  proved  worse  than  the  disease  it  was  designed  to  cure. 

"As  heretofore  recited,  in  recent  years  there  has  been  a  vast 
amount  of  theft  and  pilferage  by  carriers'  employes,  or  per- 
mitted through  their  negligence,  so  that  the  losses  upon  this  ac- 
count have  assumed  enormous  proportions,  and  the  carriers 
have  taken  advantage  of  the  clauses  in  their  bills  of  lading 
to  protect  themselves  against  these  losses,  which  has  resulted 
in  their  falling  solely  upon  the  shipper  or  the  underwriter. 
A  wise  public  policy  should  at  once  be  invoked  to  alter  these 
conditions,  and  restore,  as  far  as  practicable,  the  general  rule 
of  the  common  law  so  as  to  secure  and  maintain  the  highest 
standard  of  honesty  and  integrity,  whether  by  land  or  water. 

"The  practical  result  of  the  legalizing  of  the  released  bill 
of  lading  has  been  that  the  carrier  has  quoted  a  rate  of  freight 
which  makes  it  obligatory  upon  the  shipper  to  ship  certain 
kinds  of  goods  under  released  bill  of  lading,  because  if  he  does 
not  do  so,  in  many  cases  he  cannot  compete  with  other  ship- 
pers in  a  similar  line  of  business  who  avail  themselves  of  its 
provisions,  while  the  carrier  on  his  part,  having  insisted  upon  a 
valuation  of  merchandise  entrusted  to  his  care  by  the  shipper, 
which  valuation  is  entirely  inadequate  and  bears  no  actual  rela- 
tion to  th'e  actual  value  of  the  property  entrusted  to  him  for 
transportation,  has  actually  succeeded  in  doing  what  the  law 
expressly  denies  him  the  right  to  do,  namely,  to  escape  his  legal 
liability  for  his  wrongful  act,  or  the  wrongful  act  of  his  servants. 
The  result  of  this  is  that  the  carrier  fails  to  protect  the  mer- 
chandise entrusted  to  him  for  carriage  against  damage  or  loss; 
he  fails  to  exercise  due  diligence  in  its  prompt  transportation 
and  delivery,  and  as  a  result  losses  due  to  pilferage,  theft  and 
non-delivery  have  increased  and  are  increasing  by  leaps  and 
bounds,  and  have  reached  a  point  where  they  seriously  menace 
the  ability  of  merchants  to  do  business  or  to  ship  their  goods 
to  or  from  ports  and  places  in  the  world  with  any  reasonable 
security  that  the  merchandise  they  have  shipped  will  be  de- 
livered at  its  destination." 

Mr.  Rush  said  the  courts  "have  whittled  away  the  wise 
provisions  of  Congress  as  enacted  in  the  Harter  act  so  that 
practically  today  that  act  is  a  'dead  letter'  as  regards  the  care 
and  custody  of  cargo  entrusted  to  common  carriers  between 
the  United  States  and  foreign  countries."  He  submitted  a  digest 
of  the  decisions  referred  to  and  said  that,  in  brief,  "the  effect  of 
these  decisions  is  that  while  the  common  carrier  by  sea  cannot 
contract  away  his  liability  for  his  torts  or  negligences,  that  he 
can  limit  them  to  a  nominal  amount  for  a  consideration,  and 
that  he  can  also  by  agreement  with  the  shipper  arrange  that 
claims  shall  be  presented  under  what  has  proved  to  be  in  prac- 
tice impossible  conditions.  The  theory  that  freedom  of  con- 
tract exists  between  the  carrier  and  the  shipper,  .which  is  the 
theory  upon  which  all  these  decisions  seem  to  be  based,  is  noth- 
ing more  or  less  than  a  joke,  and  a  bad  practical  joke  at  that 
on  the  merchant  and  shipowner. 


"The  old  apportionment  of  responsibility  between  the  car- 
rier and  the  insurance  company  should  be  restored — namely, 
that  with  certain  limited  exceptions  the  carrier  was  an  insurer 
of  the  goods  except  as  against  the  act  of  God  and  the  public 
enemy,  while  the  insurance  company  issued  its  policy  to  pro- 
tect aaginst  the  act  of  God  and  the  public  enemy,  the  two 
together  giving  the  merchant  perfect  protection. 

"In  the  past,  some  shippers  have  been  found  who  favored 
the  issuance  of  a  released  bill  of  lading  on  the  ground  that  they 
could  get  a  cheaper  freight  rate.  I  do  not  know  whether  there 
are  as  many  gentlemen  who  hold  to  this  opinion  today  as  there 
were  some  years  ago  on  account  of  the  high  insurance  rates 
which  necessarily  ensued,  but  whether  there  are  merchants  who 
still  cling  to  this  opinion,  or  whether  there  are  not,  it  seems  to 
me  as  unwise  to  allow  such  a  contract  as  it  would  be  to  allow 
the  merchant  to  pay  his  liabilities  with  a  reduced  valued  dollar, 
and  for  the  same  reason  because  as  bad  money  drives  out  good, 
so  does  a  bad  bill  of  lading  drive  out  a  good  bill  of  lading.  Nor 
will  the  reimposing  of  full  liability  upon  the  common  carrier 
work  any  permanent  hardship  upon  him.  There  will,  of  course, 
be  a  temporary  hardship  while  he  is  weeding  out  his  dishonest 
employes,  and  while  he  is  adjusting  his  freight  rates  to  a  some- 
what slightly  increased  liability,  which  has  been  reimposed  up- 
on him,  but  I  would  point  out  that  shipowners  in  the  past,  and 
at  the  present  time,  insure  this  liability  either  with  an  insur- 
ance company,  or  with  mutual  inter-insurance  clubs,  and  they 
can  continue  to  cover  this  liability  at  a  slightly  increased 
premium,  which  increased  premiums,  in  my  view,  will  be  speedily 
reduced,  owing  to  reduced  losses. 

"I  would  therefore  urge  upon  this  committee  that  they  so 
amend  the  Harter  act  that  it  shall.no  longer  be  lawful  for  the 
common  carrier  to  demand,  or  for  the  shipper  to  assent  to  any 
bill  of  lading,  shipping  document,  private  contract,  covenant, 
or  agreement  whereby  the  carrier  shall  be  relieved  from  liability 
for  loss  or  damage  arising  from  negligence,  fault  or  failure  in 
proper  loading,  stowage,  custody,  care  or  proper  delivery  of 
any  and  all  lawful  merchandise  or  properly  committed  to  its 
or  their  charge,  nor  for  any  sum  less  than  the  full  actual  amount 
of  such  loss  or  damage,  and  whether  the  merchandise  and 
property  has  been  shipped  at  a  reduced  rate  of  freight  or  not, 
or  at  an  agreed  upon  value  which  is  less  than  its  actual  value, 
and  that  any  or  all  clauses  of  such  import  inserted  in  bills  of 
lading,  or  shipping  receipts,  shall  be  null  and  void  and  of  no 
effect,  and  that  in  the  event  of  loss  or  damage,  the  burden  of 
proving  freedom  from  negligence  shall  be  upon  the  vessel  and 
her  owner. 

"While  as  regards  the  making  of  claims  for  loss  or  damage, 
notice  of  all  claims  for  loss  or  damage  visible  from  a  superficial 
examination  of  the  merchandise  or  of  the  barrel,  box,  bale,  pack- 
age or  other  container  holding  the  same,  shall  be  given  the  car- 
rier before  removal  from  the  dock,  and  notice  of  all  claims  for 
loss  or  damage  discoverable  only  by  opening  the  barrel,  box, 
package,  bale  or  other  container,  shall  be  given  the  carrier 
within  a  reasonable  time  after  the  delivery  of  the  merchandise 
to  the  receiver  thereof,  such  reasonable  time  being  determined 
by  the  nature  of  the  merchandise  transported  and  the  circum- 
stances of  each  case. 

"In  my  view  the  arguments  which  have  been  recited  regard- 
ing the  impropriety  of  allowing  the  common  carrier  by  sea  to 
reduce  or  escape  his  liability  by  reason  of  an  agreement  made 
with  the  shipper,  apply  with  equal  validity  to  claims  for  loss 
within  the  United  States. 

"There  is  this  difference  to  be  noted,  however,  the  carrier 
by  sea  is  free  to  fix  his  own  freight  rates;  railroad  and  express 
companies  in  the  United  States  are  under  the  jurisdiction  of  the 
Interstate  Commerce  Commission,  and  are  not  so  free,  but  that 
does  not  alter  the  hardship  to  the  merchant  or  shipper  of  goods 
by  railroads  in  the  United  States. 

"I  would,  therefore,  suggest  that  the  Cummins  act  be 
amended  so  that  where  losses  due  to  negligence  occur  to  prop- 
erty delivered  by  common  carrier,  railroad  or  transportation 
company,  the  burden  of  proving  freedom  from  negligence  shall 
be  upon  the  common  carrier,  railroad  and  transportation  com- 
pany. Where  such  loss,  damage  or  negligence  results  from  the 
negligence  of  the  common  carrier,  railroad  or  transportation 
company,  it  shall  be  liable  for  the  full  actual  loss,  damage  or 
injury.  It  shall  not  have  the  right  to  limit  the  amount  of  re- 
covery against  it  by  reason  of  any  declared  or  released  value  of 
such  property. 

"The  carrier  should  then  be  empowered  to  demand  state- 
ment of  value  of  merchandise  transported  by  the  shipper,  and 
such  value  should  be  taken  into  consideration  in  adjusting  the 
rates  for  transportation. 

"In  conclusion,  I  would  like  to  say  that  I  do  not  wish  to 
be  understood  as  claiming  that  all  the  losses  sustained  by  mer- 
chants in  the  shipment  of  goods,  whether  by  land  or  sea,  are 
due  to  their  occurring  while  the  goods  are  in  the  custody  of 
the  common  carrier.  Some  of  these  thefts  occur  while  the  mer- 
chandise is  still  in  the  hands  of  shippers,  and  prior  to  delivery 
to  the  common  carrier. 

"A  still  larger  amount  occurs  from  thefts  in  custom  house 
sheds  and  warehouses  in  foreign  countries,  especially  in  Latin 


July  23,  1921 


THE    TRAFFIC     WORLD 


165 


America,  and  some  of  them  occur  while  they  are  In  the  custody 
Hi  pii\ato  inickmen  of  the  shipper,  or  the  consignee,  but  the 
i  ieiice  of  a  number  of  years  has  convinced  me  that  the 
proportion  of  all  occur  while  the  goods  are  in  the  cus- 
tody of  the  common  carrier,  and  tt  the  responsibility  of  the 
common  carrier  to  make  good  in  full  such  losses  was  restored, 
that  these  losses  would  rapidly  and  steadily  diminish,  both  in 
iiuinhi T  and  amount,  and  to  the  extent  that  they  are  diminished 
tin'  present  handicap  on  commerce  due  to  such  losses  would  be 
lightened  or  removed." 

William  D.  Winter,  president  of  the  Atlantic  Mutual  Marine 
Insurance  Company,  indorsed  the  recommendations  made  by  Mr. 

i.     He  said  responsibility  must  be  placed  with  the  shipowner 
if  losses  were  to  be  reduced.     He  said  the  proposed  amendments 
uited  the  only  real  way  to  solve  the  problem. 

Wade   Robinson  of  New  York,  a  marine   insurance  broker, 

•n-d  with  Mr.  Rush  and  Mr.  Winter.  He  did  not  believe 
legislation  was  necessary  to  meet  the  situation  and  suggested 
that  shipowners  adopt  two  forms  of  bills  of  lading,  one  providing 
for  limited  liability  and  the  other  full  liability  and  under  which 
i  In  carrier  would  provide  insurance. 

Representatives  of  marine  insurance  companies  and  of  ex- 

crs  were  in  agreement  that  the  Harter  act  must  be  amended 
with  the  end  in  view  of  preventing  steamship  companies  evading 

onsibility  for  loss  or  damage  to  merchandise  while  in  their 
custody.  The  suggestions  offered  by  Mr.  Rush  were  generaly  ap- 
proved by  representatives  of  other  insurance  companies  and  by 
exporters. 

Traffic  League  Position 

P.  C.  Bentley,  chairman  of  the  bill  of  lading  committee  of 
the  National  Industrial  Traffic  League;  John  S.  Burchmore,  of 
counsel  for  the  League,  and  F.  H.  Price,  member  of  the  League's 
bills  of  lading  committee  and  also  appearing  for  the  Millers' 
Xational  Federation,  advocated  amendment  of  the  Harter  act 
to  meet  the  situation  resulting  from  enormous  losses  on  ship- 
ments. 

It  was  Mr.  Bentley's  view  that  all  that  would  be  necessary 
would  be  for  Congress  to  amend  the  Harter  act  by  inserting 
the  words  "full,  actual"  before  the  word  "loss"  in  the  clause 
of  the  act  providing  that  "it  shall  not  be  lawful  for  the  manager, 
agent,  master  or  owner  of  any  vessel  *  *  *  to  insert  in  any 
bill  of  lading  or  shipping  document  any  clause,  covenant,  or 
agreement  whereby  it,  he  or  they  shall  be  relieved  from  liability 
for  loss  or  damage,  etc." 

He  further  suggested  that  the  words,  "or  in  the  manage- 
ment of  said  vessel,"  in  the  clause  relating  to  exceptions  to  the 
general  rule  of  liability,  be  eliminated,  and  that  also  the  words 
"from  inefficiency  of  package"  be  eliminated  from  the  same 
clause.  His  point  as  to  the  latter  change  was  that  if  the  ship- 
owner accepted  the  container  he  should  not  be  relieved  from 
liability  for  losses  arising  from  defects  therein,  because  he  had 
the  option  of  rejecting  or  accepting  it.  The  latter  part  of  this 
clause  in  setting  forth  exceptions  to  the  general  rule  of  liability 
provides  that  the  vessel,  etc.,  shall  not  be  held  liable  for  losses 
resulting  "from  any  act  of  omission  of  the  shipper  or  owner  of 
the  goods,  his  agent  or  representatives,  or  from  saving  or  at- 
tempting to  save  life  or  property  at  sea,  or  from  any  deviation 
in  rendering  such  service."  Mr.  Bentley  said  the  clause  should 
be  amended  further  by  adding  the  words  "in  saving  life  or 
property"  after  "such  service"  so  that  the  phrase  "or  from  any 
deviation  in  rendering  such  service"  would  apply  specifically  to 
the  "saving  of  life  and  property." 

Mr.  Bentley  also  said  what  exporters  wanted  was  a  through 
bill  of  lading  that  would  be  a  real  through  bill.  He  said  Con- 
gress should  put  the  administration  of  the  basic  law  governing 
bills  of  lading  into  the  hands  of  the  Interstate  Commerce  Com- 
mission or  the  Shipping  Board — preferably  the  former — because 
of  the  fact  that  the  board  was  an  operator  of  vessels  and  there- 
fore might  be  biased.  He  said  the  governing  body  should  have 
the  authority  to  prescribe  the  terms  of  the  bill  of  lading  and 
have  the  power  to  enforce  them. 

Mr.  Burchmore  said  if  the  ocean  carriers  knew  they  would 
be  liable  for  shipments  they  would  be  careful  about  receipting 
for  goods  and  ascertain  whether  all  of  a  given  shipment  was 
on  hand  before  they  accepted  it.  Under  existing  conditions,  he 
said,  the  carelessness  of  shipowners  played  into  the  hands  of 
the  unscrupulous  agent.  He  said  the  general  attitude  of  the 
steamship  companies  was  that  they  accepted  shipments  not  car- 
ing whether  they  were  intact,  because  if  they  were  not,  the 
steamship  companies  would  simply  refuse  to  make  good  any 
loss.  He  said  the  responsibility  placed  on  rail  carriers  should 
be  placed  on  the  steamship  owners — that  such  responsibility 
did  not  embarrass  the  rail  carriers  even  though,  at  times,  they 
paid  unjust  claims.  He  said  the  rail  carriers  made  their  rates 
high  enough  to  cover  such  losses  and  that  the  steamship  owners 
could  do  the  same. 

"Isn't  it  poor  policy  to  limit  the  freedom  of  contract?"  asked 
Chairman  Lehlbach. 

Mr.  Burchmore  replied  that  freedom  of  contract  presupposed 
that  both  sides  were  free,  but  he  said  the  shipper  was  not  free 
because  when  he  attempted  to  make  a  shipment  to  a  foreign 
port  he  found  he  must  accept  the  steamship  company's  condi- 


tions or  not  make  the  shipment.  He  said  steamship  companies 
generally  declined  to  quote  rates  except  on  the  basis  of  the 
limited  liability  stipulated  by  them. 

Mr.  Price  said  he  approved  the  suggestions  made  by  Mr. 
Rush.  He  said  the  Harter  act  set  out  to  hold  the  carrier  to 
strict  accountability  with  certain  exceptions  but  that  the  car- 
riers had  been  able  to  evade  liability  for  losses  resulting  from 
such  causes  as  defective  ventilation,  damage  by  contact  with 
other  goods  and  bad  stowage  by  limiting  their  liability  to  a 
nominal  figure.  He  said  clauses  protecting  the  steamship  com- 
panies in  such  Instances  appeared  to  have  the  sanction  of  the 
courts.  He  said  exporters  desired  a  uniform  bill  of  lading  In 
accord  with  the  terms  of  the  Harter  act  as  proposed  to  be 
amended. 

Questioned  by  members  of  the  committee  as  to  whether 
foreign  countries  have  .uniform  bills  of  lading,  Mr.  Price  said 
if  the  United  States  led  the  way  an  effort  could  be  made  through 
the  International  Chamber  of  Commerce  to  secure  uniformity 
in  foreign  countries.  He  said  he  could  not  answer  the  question 
as  to  other  countries  having  uniform  bills. 

E.  H.  Downs,  representing  the  American  Manufacturers'  Ex- 
port Association,  said  his  association  was  primarily  interested 
in  reducing  losses  caused  by  theft  and  pilferage  because  com- 
merce could  not  go  on  unless  the  losses  were  reduced.  He  said 
evidently  some  legislation  was  needed  such  as  had  been  sug- 
gested and  that  conditions  would  be  improved  if  the  steamship 
companies  could  be  forced  to  exercise  a  little  more  care  when 
merchandise  is  in  their  possession  and  the  right  be  refused  them 
to  contract  away  their  liability. 

Mr.  Griffiths,  representing  cotton  textile  manufacturers,  said 
until  shipowners  were  "forced  to  become  vitally  interested" 
little  could  be  accomplished. 

Mr.  Guiterman,  speaking  for  the  American  Exporters  and 
Importers  Association,  said  the  stock  argument  of  the  steam- 
ship companies 'that  the  merchant  could  insure  to  cover  losses 
did  not  meet  the  situation.  He  said  it  was  his  belief  that  the 
chief  cause  of  the  increase  in  losses  in  the  last  few  years  was 
the  fact  that  the  steamship  companies  had  been  able  to  word 
their  bills  of  lading  so  as  to  relieve  them  of  responsibility.  He 
said  that  consequently,  they  did  not  care  whether  or  not  goods 
were  lost.  He  qualified  that  statement  by  saying  he  did  not 
mean  to  intimate  that  they  deliberately  took  that  attitude  but 
that,  because  it  was  not  necessary  for  them  to  take  due  precaution, 
the  incentive  was  not  there  to  do  so.  He  said  it  was  the  asso- 
ciation's opinion  that  new  legislation  was  necessary  to  place  on 
the  carrier  the  responsibility  intended  by  the  Harter  act  but 
which  had  been  lightened  by  court  decisions. 

Other  witnesses  heard  by  the  committee  were  Frank  H. 
Osborn,  manager  of  the  marine  department  of  various  insur- 
ance companies;  S.  D.  McComb,  manager  of  the  marine  depart- 
ment of  other  companies;  Louis  F.  Burke,  marine  manager  of 
the  Home  Insurance  Company  of  New  York;  William  H.  Mc- 
Gee,  also  representing  various  insurance  companies,  and  Mr. 
Herrick,  of  the  American  Institute  of  Meat  Packers. 

Ralph  Merriam,  counsel  for  the  National  Association  of 
Chewing  Gum  Manufacturers,  before  the  subcommittee  of  the 
House  merchant  marine  committee  investigating  losses  on  ocean 
freight,  said  that  the  original  common  law  and  maritime  liability 
of  ocean  and  other  water  carriers  as  insurers  of  the  safe  trans- 
portation and  delivery  of  freight,  should  be  restored  by  statute. 
He  said  the  Commission  should  be  authorized  by  statute  to  pre- 
scribe in  form  and  substance  all  the  terms  and  conditions  of 
a  through  bill  of  lading  on  export  shipments  from  inland  points 
in  the  United  States  to  foreign  ports,  except  the  rates  and 
charges. 

Water  carriers,  he  said,  should  be  forbidden  by  statute  to 
avoid  or  limit  their  liability  as  insurers  under  the  common  law 
and  maritime  law  by  contract. 

"They  should  be  forbidden,"  said  he,  "by  statute  to  limit 
their  liability  to  a  specified  sum  or  to  agreed  valuations.  Such 
exemptions  as  the  common  law  or  maritime  law,  independently 
of  stipulations  in  the  shipping  contract  and  independently  of 
statutes,  has  given  the  water  carriers,  they  should  be  allowed  to 
retain,  for  example,  from  loss  and  damage  arising  from  the  act 
of  God,  the  public  enemy,  etc.  Otherwise  they  should  be  made 
insurers  of  the  safe  transportation  and  delivery  of  the  freight 
committed  to  them.  To  accomplish  this  purpose  certain  sections 
of  the  Harter  act  should  be  modified  or  portions  thereof  repealed. 
Sections  4281  to  4289  of  the  Revised  Statutes  should  also  be 
modified  accordingly. 

"As  the  situation  stands  today,  the  ocean  carrier  bears  a 
part,  the  insurance  company  bears  a  part,  and  the  shipper  bears 
a  part  of  those  risks,  liabilities,  and  losses  which  originally  at 
common  law  or  maritime  law  were  borne  exclusively  by  the 
water  carriers.  The  result  is  that  the  responsibility  for  the 
prevention  of  these  losses  and  the  diminution  of  these  risks  has 
been  dissipated.  This  responsibility  should  be  placed  back  where 
it  was  at  the  common  or  maritime  law,  namely,  upon  the  water 
carriers.  The  water  carriers  will  then  charge,  and  the  shippers 
will  pay,  freight  rates  and  charges  sufficient  to  cover  these  risks, 
responsibilities,  and  losses.  The  shippers  are  today,  in  the  pay- 
ment of  insurance  premiums  and  freight  rates  and  in  their 
unpaid  loss  and  damage  claims,  bearing  anyway  the  burden  of 
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the  entire  risk  of  loss,  damage  or  injury  to  their  goods.  The 
trouble  is  they  are  paying  too  much  in  these  various  ways  be- 
cause the  responsibility  for  the  diminution  of  loss  or  damage 
having  been  dissipated,  these  items  of  loss  and  damage  are  far 
in  excess  of  what  they  should  be  and  are  far  in  excess  of  what 
they  would  be  if  the  entire  responsibility  for  preventing  them 
were  placed  upon  the  water  carriers  in  so  far  as  those  risks, 
responsibilities  and  liabilities  correspond  with  the  risks,  liabil- 
ities-or  responsibilities  originally  placed  upon  the  water  car- 
riers by  the  common  or  maritime  law  in  the  absence  of  exemp- 
tions from  liability  in  shipping  contracts  and  in  statutes.  The 
water  carriers  are  the  only  persons  in  the  course  of  the  actual 
transportation  of  the  goods  who  have  the  custody  of  the  goods. 
They  are  the  only  persons  having  control  and  discipline  over 
their  own  employes.  They  are  the  only  persons  who  can  effec- 
tively prevent  acts  of  theft  and  negligence  by  their  own  employes 
in  the  course  of  transportation.  They  can  insure  more  cheaply 
than  any  third  party,  such  as  an  insurance  company,  against 
the  acts  and  defaults  of  their  own  agents  and  servants. 
not  suggested  that  the  insurance  companies  should  go  out  ot 
business.  It  is  not  suggested  that  the  shipper  should  dispense 
with  marine  insurance.  It  is  merely  suggested  that  the  ocean 
carriers  should  assume  those  risks  and  liabilities  and  responsi- 
bilities which  they  had,  in  the  absence  of  statutory  and  con- 
tractual limitations,  at  the  common  or  maritime  law.  The  car- 
riers can  assume  and  meet  these  risks  and  obligations  more 
cheaply  than  anyone  else.  The  insurance  companies  should  be 
confined  to  covering  those  other  risks  involved  in  the  transport- 
ing or  warehousing  of  goods  which  the  water  carriers  did  not 
at  common  or  maritime  law  assume. 

"The  water  carriers  appear  constantly  to  attempt  to  avoid 
the  assumption  of  responsibility  and  extended  service.  Certainly 
this  is  a  mistake.  Why  should  they  not  assume  these  liabilities 
and  responsibilities  which  the  common  or  maritime  law  has  im- 
posed upon  them,  and  then  call  upon  the  shippers  for  fair  com- 
pensation in  their  rates  and  charges  to  cover  these  risks  and 
responsibilities  and  this  service?  The  shippers  are,  or  should 
be,  willing  to  pay  for  the  discharge  of  high  duties  and  responsi- 
bilities by  the  ocean  carriers  and  for  the  performance  of  an  in- 
telligent, systematic  and  safe  service. 

"If  our  foreign  trade  is  to  grow  we  must  have  a  co-ordinated, 
responsible  transportation  service  from  the  inland  point  of  ship- 
ment in  the  United  States  and  from  the  ports  in  the  United 
States  to  the  ultimate  foreign  destination  port.  Congress  has 
made  the  first  carrier  of  rail  shipments  in  the  United  States 
responsible  for  loss,  damage  and  injury  on  the  line  of  its  con- 
nections. This  has  been  a  most  salutary  thing  for  both  the  ship- 
pers and  the  carriers.  Congress  should  now  give  its  attention 
to  accomplishing  as  far  as  lies  within  its  power  a  similar  co- 
ordination and  responsibility  on  shipments  from  the  United 
States  to  foreign  countries.  Where  the  shipment  destined  to  a 
foreign  port  originates  inland  in  the  United  States  the  rail  car- 
rier to  the  port  should  be  made  responsible  for  the  losses  on  its 
own  line,  on  the  line  of  the  ocean  carrier  moving  the  shipment 
from  the  port  of  export,  and  on  such  other  ocean  lines  in  the 
haul  as  are  subject  to  the  process  of  the  courts  of  the  United 
States.  Where  a  shipment  originates,  at  a  port  of  the  United 
States,  a  similar  responsibility  should  be  placed  on  the  first  ocean 
carrier.  While  there  may  be  difficulties  in  thus  placing  the 
liability  on  the  first  carrier  for  the  acts  and  defaults  of  its  con- 
nections and  while  there  may  be  some  limitations  along  this 
line,  there  are  also  great  possibilities,  and  Congress  should  do 
its  utmost  to  achieve  results  in  this  direction. 

"Under  the  commerce  clause  and  under  the  maritime  clause 
of  the  Constitution  of  the  United  States,  Congress  has  far-reach- 
ing authority  over  ocean  vesels,  both  of  American  and  foreign 
registry.  It  has  an  extensive  power  and  authority  over  any 
ocean  vessel  which  visits  our  ports  and  transports  goods  there- 
from. I  believe  that  nothing  has  been  suggested  in  the  fore- 
going which  is  not  amply  within  the  power  of  Congress  to 
achieve." 

C.  G.  Hylander,  traffic  manager  of  the  Wm.  Wrigley,  Jr., 
Company  of  Chicago,  told  the  committee  that  according  to  his 
experience  losses  from  theft  and  pilferage  were  on  the  increase 
in  all  parts  of  the  world.  He  said  something  must  be  done  to 
correct  that  condition  or  that  American  foreign  trade  would 
suffer  a  setback. 

"For  1919  our  total  exports  of  chewing  gum  amounted  to 
$1,739,124.40,  and  for  1920,  $1,419,334.13,"  said  he.  "For  1920  the 
total  amount  of  gum  exported  by  all  American  manufacturers 
amounted  to  $2,612,540." 

Mr.  Hylander  attributed  the  decline  in  exports  in  part  to 
the  serious  losses  suffered  on  shipments. 

"A  foreign  trade  drawback  according  to  our  experience  is 
that  we  do  not  have  a  bill  of  lading  continuity,"  said  he.  "Where 
goods  are  handled  by  two  or  more  steamship  lines  it  is  extremely 
difficult  to  fasten  liability  for  loss  or  damage  upon  a  particular 
steamship  line." 

Practically  every  steamship  line  fixes  its  own  terms  of  lia- 
bility, he  said.  He  expressed  the  belief  that  there  should  be  a 
general  fixed  liability  for  merchandise  similar  to  that  in  effect 
on  domestic  business  over  the  railroads. 

"For  example,"  said  he,  "the  French  line  limits  their  liability 


to  $5  per  cubic  foot,  so  we  would  get  about  $17.50  for  a  $55  case 
of  chewing  gum.  Some  consignees  claim  not  only  the  $55  for 
a  case  but  their  selling  profit  as  well  on  orders  undelivered.  We 
believe  that  at  least  the  steamship  lines  which  enter  American 
ports  should  be  responsible  for  the  full  value  of  the  gum." 

Mr.  Hylander  made  the  following  suggestions  to  the  commit- 
tee as  to  improving  conditions  surrounding  ocean  shipments: 

Transshipment  of  Merchandise:  Where  goods  are  transshipped  on 
the  ocean  the  shipper  and  consignee  should  be  notified,  the  name  of 
the  new  steamer  heing  quoted.  In  case  of  transshipment  some 
arrangement  should  he  made  for  liability  of  carriers  while  the  goods 
are  on  dock  or  in  storage  at  transshipping  point. 

Noncompetitive  Lines:  Where  they  exist  in  carrying  shipments 
from  U.  S.  ports  to  foreign  ports,  and  a  monopaly  is  thereby  obtained, 
some  control  should  be  held  over  the  steamer  rates  and  conditions 
should  in  no  case,  be  forced  upon  the  consignor  which  are  pro- 
hibitive or  over-burdensome.  Rates  should  be  fair  comparative  rates, 
as  if  competition  existed. 

Issuance  of  Bills  of  Lading:  Some  arrangements  should  be  made 
to  issue  bill  of  lading  with  a  greater  leeway  between  the  date  of 
issuance  and  the  date  of  sailing,  especially  where  goods  are  on  hand 
to  enable  the  shipper  to  arrange  for  financial  transactions  and  permit 
the  arrival  in  consignee's  hands  of  the  original  documents  before  the 
shipment  reaches  destination. 

Through  Combined  Bills  of  Lading:  We  believe  that  for  a  rail 
and  ocean  movement  there  should  be  a  legal,  binding  contract  of  a 
reasonable  nature  on  the  rail  and  steamship  carriers.  Space  on  a 
steamship  is  obtained  before  the  shipment  is  offered  the  rail  carrier 
at  an  inland  point,  then  why  should  it  be  necessary  to  change  a 
through  bill  of  lading  for  an  ocean-going  bill  of  lading?  The  railroad 
company  should  act-  with  full  power  of  attorney  for  the  steamship 
carrier,  at  least  for  such  steamship  line  as  leaves  an  American  port. 
This  through  bill  of  lading  should  satisfy  the  bankers,  that  is,  be  suffi- 
cient for  financial  transaction. 

Bond  for  Non-Arrival  of  S.  S.  Documents  on  or  Before  Date  of 
Arrival  of  Respective  Steamer:  This  should  be  fixed  in  an  equitable 
manner  so  that  conditions  are  not  burdensome  to  firms  of  repute. 
Very  often  mails  carrying  the  documents,  owing  to  diversion  of  route 
or  stress  of  weather  or  other  causes,  do  not  deliver  the  steamer  docu- 
ments prior  to  the  arrival  of  the  steamer  carrying  the  goods.  The 
amount  of  the  bond  should,  in  .no  case  exceed  the  value  of  the  goods, 
especially  when  it  it  clear  from  the  manifest  that  the  goods  are 
intended  for  a  certain  house  and  are  not  to  order. 

In  case  of  storage,  storage  terms  should  be  reasonable  and  a  few 
days'  limit  should  be  arranged  free  of  charge  during  which  the 
steam  carrier,  or  its  agent,  should  take  care  of  the  storage  except 
where  custom  houses  are  to  be  used,  and  then  storage  charges  should 
only  be  debited  at  the  absolute  net  cost. 

Goods  in  Bond  from  Inland  Ports:  On  a  through  combined  bill  of 
lading  a  declaration  of  the  customs  officer  at  port  of  exit  by  the  con- 
signor or  advice  by  the  railway  company  of  arrival  of  goods  in  bond 
should  be  sufficient  evidence  of  the  notification  of  the  customs  officer 
of  the  export  of  the  bonded  goods,  especially  where  the  invoice 
specifically  declares  the  identical  goods,  and  the  respective  manifest 
showing  shipment  of  the  goods  conclusive  proof.  Where  goods  are 
sent  in  bond  and  sealed  or  the  car  sealed,  they  have  already  been 
inspected  by  customs  authorities  as  to  count  or  weight. 

Non-Sailing  of-  Steamer  on  Which  Space  Has  Been  Reserved:  In 
the  case  of  delay  of  departure  we  believe  the  obligation  should  remain 
to  the  steamship  company  to  inform  the  consignor  or  his  representa- 
tive immediately.  This  is  most  important  where  bills  of  lading  have 
been  attached  to  draft  and  sent  through  a  bank,  and  where  conditions 
imposed  on  consignee  are  such  that  he  pays  draft  on  presentation. 
The  consignee  is  divested  of  his  money  weeks  before  he  should  be 
and  it  is  not  conducive  to  American  trade  and  good  will  to  have 
such  practices  put  through.  In  most  instances  the  consignee  is  very 
willing  to  pay  for  goods  on  arrival  but  if  they  do  not  happen  to  be 
on  steamer  stated  on  draft  or  document  the  bank  usually  insists  on 
payment,  goods  or  no  goods.  Such  a  change  of  steamer  of  same  line, 
or  particularly  a  change  to  steamer  of  another  carrying  line,  should 
be  an  option  to  th,e  consignor  to  accept  or  reject. 

Bill  of  Lading  Clauses:  Should  be  as  near  alike  in  various  bills  of 
lading  as  possible.  Standard  routes  should  have  standard  clauses,  all 
alike.  For  example,  steamers  plying  from  New  York  or  New  Orleans 
to  South  America  should  issue  a  standard  South  American  bill  of 
lading." 

Representatives  of  the  steamship  owners  followed  the  wit- 
nesses for  the  shippers.  Ira  A.  Campbell,  of  counsel  for  the  Amer- 
ican Steamship  Owners'  Association,  bad  charge  of  the  owners' 
presentation  of  testimony.  He  began  by  having  H.  R.  Hanlin, 
of  the  North  American  lines,  tell  the  committee  of  the  arrange- 
ments made  and  carried  out  by  the  steamship  for  the  protec- 
tion of  cargoes  on  the  piers  along  the  New  York  waterfront.  Mr. 
Hanlin  told  of  the  private  police  organization  maintained  by  the 
steamship  companies  and  how  a  check  was  kept  on  shipments 
of  goods  on  the  piers.  Mr.  Hanlin's  testimony  was  offered  in 
refutation  of  the  charges  made  during  the  hearing  that  the  steam- 
ship owners  were  careless  about  looking  after  shipments  and  that 
they  cared  little  whether  or  not  losses  occurred. 

William  Imlay,  of  the  Ward  Line,  told  the  committee  he 
did  not  believe  the  proposed  legislation  suggested  by  the  ex- 
porters and  insurance  companies  was  necessary  to  meet  the  situa- 
tion compained  of.  He  believed  that  conditions  were  improving. 
He  also  told  of  the  means  employed  by  the  Ward  Line  to  protect 
shipments. 

With  vigorous  protests  by  representatives  of  the  steamship 
owners  against  modification  or  repeal  of  the  Harter  act  as  pro- 
posed by  underwriters  and  exporters,  the  hearing  before  the 
House  merchant  marine  subcommittee  was  concluded  at  a  night 
session  July  20.  Mr.  Campbell,  counsel  for  the  American  Steam- 
ship Owners'  Association,  asserted  that  if  the  liability  of  steam- 
ship companies  were  increased  as  proposed,  an  impossible  burden 
would  be  placed  on  the  American  merchant  marine  and  that  in 
addition  the  marine  insurance  companies  of  America  would  face 
"financial  suicide." 

Mr.  Campbell  presented  steamship  company  representatives 
to  tell  the  committee  of  the  methods  employed  by  the  companies 
to  prevent  losses  from  theft  and  pilferage,  of  which  he  said  the 
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i ranee  companies  justly  complained.  The  witnesses  were  II. 
s.  <;  nil  ford,  of  the  I.  M.  M.;  R.  A.  Bresee,  of  the  Munson  lines; 
I'  A.  Ryan,  of  the  I.  M.  M.;  C.  R.  Kellogg,  of  the  Munson  lines; 
J  K.  Waldorf,  of  the  United  American  Lines;  K.  E.  Knowles,  of 
the  Munson  lines;  A.  M.  Leak  way,  of  A.  H.  Bull  &  Co.;  W.  A. 
Blake,  of  the  Illake  Company  of  Baltimore;  Russell  H.  Loines, 
mananiT  of  the  American  Steamship  Owners'  Protective  and  In- 
ilrinnity  Association,  and  Charles  R.  Hickox,  counsel  for  the 
North  Atlantic  steamship  conference. 

The  testimony  offered  by  the  steamship  representatives  was 
that  tin-  theft  and  pilferage  situation  resulted  from  a  moral 
oivakdown  following  the  war  and  that  it  has  existed  in  every 
loniitry  in  the  world.  It  was  pointed  out  that  the  situation  be- 
ne  so  serious  to  the  British  that  they  appointed  a  commission 
in  eminent  men  to  investigate  the  question,  with  the  result  that 
aiming  other  things  it  was  recommended  that  the  British  do- 
minions adopt  an  act  practically  identical  with  the  Harter  act. 
Canada  and  Australia,  it  was  pointed  out,  have  such  legislation 
now.  .Mr.  Campbell  declared  that  notwithstanding  the  conclusion 
of  the  British  that  legislation  along  the  lines  of  the  Harter  act 
would  tend  to  improve  conditions,  American  underwriters  and  ex- 
porters were  urging  that  the  Harter  act  be  wiped  off  the  books. 

The  witnesses  put  on  by  Mr.  Campbell  were  officials  who 
have  direct  supervision  of  the  handling  of  cargoes.  They  de- 
ilaivd  that  the  companies  took  the  highest  degree  of  precaution 
possible  to  prevent  losses  from  theft  and  pilferage  and  that  the 
steamship  companies  spent  hundreds  of  thousands  of  dollars 
each  year  in  maintaining  large  staffs  of  ex-police  and  secret  serv- 
ice officers  to  keep  watch  on  cargoes  on  the  docks.  Valuable 
cargoes,  they  said,  were  carefully  safeguarded  by  being  deposited 
in  storerooms  under  guard  and  that  similar  measures  were  taken 
on  board  ship  to  prevent  thefts.  It  was  the  contention  of  the  wit- 
nesses that  the  greater  part  of  the  thefts  occur  while  shipments 
are  in  the  hands  of  truckmen  and  lightermen  and  before  delivery 
is  made  to  the  steamship  companies.  Instances  were  cited  of 
thefts  of  shoes  where  the  cases  showed  no  external  evidence  of 
having  been  molested  when  delivered  to  the  steamship  companies, 
but  which  when  opened  contained  pieces  of  wood  instead  of  shoes. 
To  meet  such  a  situation,  it  was  contended,  the  steamship  com- 
panies would  have  to  open  every  case  received  by  them  and  that 
was  held  to  be  impossible.  Much  theft,  of  high-class  goods,  the 
witnesses  said,  was  committed  by  thieves  working  in  co-opera- 
tion with  truckmen  and  lightermen  and  under  the  guidance  of 
"fences."  Many  prosecutions  had  been  attempted,  it  was  said, 
with  few  convictions  resulting. 

It  was  further  contended  that  the  class  of  labor  employed 
by  the  steamship  companies  during  the  war  and  following  the 
war  was  irresponsible  to  a  large  extent  and  that  that  entered 
into  the  situation.  Commissioner  O'Connor,  of  the  Shipping 
Board,  former  head  of  the  longshoremen's  union,  told  the  com-- 
mittee  that  the  stevedores'  union  alone  had  lost  38,000  of  its  old 
members  and  that  much  of  the  theft  and  pilferage  occurred  be- 
fore delivery  of  shipments  was  made  to  the  steamship  companies. 

The  position  of  the  steamship  companies  was  that  losses 
from  theft  and  pilferage  were  being  steadily  reduced  and  that 
the  situation  would  be  improved  rapidly  if  there  were  rigid  en- 
forcement of  the  criminal  law.  The  companies,  it  was  said,  are 
getting  rid  of  irresponsible  workers.  The  witnesses  also  said 
the  great  bulk  of  the  thefts  and  pilferage  complained  of  occurred 
in  Cuban,  Mexican,  Central  American  and  South  American  ports 
at  which  the  steamship  companies  must  discharge  cargoes  into 
fiscal  warehouses  controlled  by  the  customs  officials  of  those 
countries,  and  that  the  steamship  companies  lose  control  of  ship- 
ments the  moment  they  are  unhooked  from  the  ship's  tackle. 
The  thefts,  it  was  contended,  occur  after  unloading.  It  was 
pointed  out  that  while  the  highest  insurance  rate  to  United  King- 
dom and  European  ports  is  2  per  cent  of  the  insured  value,  on 
theft  and  pilferage,  to  South  American  ports  the  rate  averages 
from  8  to  9  per  cent  and  in  some  instances  has  been  as  high 
as  15  per  cent.  It  was  urged  that  this  was  proof  that  the  losses 
occurred  after  unloading  by  the  steamship  companies  in  the 
South  American  ports,  because  shipments  to  European  ports 
moved  under  the  same  conditions  as  those  to  South  American 
ports. 

Mr.  Campbell  declared  the  shippers  and  underwriters  sug- 
gested no  remedy  for  improved  handling  to  reduce  losses  by 
theft  and  pilferage.  He  said  the  steamship  companies  were  doing 
everything  humanly  possible  to  prevent  losses.  He  declared  the 
proposal  of  the  underwriters  was  that  they  be  permitted  to 
write  insurance  without  taking  any  risk.  He  also  charged  that 
the  underwriters  were  making  rates  today  on  the  basis  of  losses 
which  occurred  in  1919  and  1920  and  that  they  did  not  take  into 
consideration  improved  conditions  of  recent  months. 

"The  proposal  is  to  modify  the  Harter  act  so  as  to  throw 
all  responsibility  for  all  losses,  except  those  arising  from  acts 
of  God  or  of  the  common  enemy,  on  the  steamship  company," 
said  he. 

He  also  said  losses  due  to  negligence  in  management  of  ves- 
sels and  navigation  would  be  thrown  on  the  steamship  companies. 

"The  steamship  owners  are  bearing  all  the  burdens  they  can 
at  the  present,"  said  he.  "The  best  evidence  of  that  is  Chair- 
man Lasker's  statement  that  the  Shipping  Board  lost  $200,000,- 


000  last  year  In  the  operation  of  its  vessels,  without  taking  Into 
consideration  Insurance,  depreciation  or  Investment." 

If  the  burdens  of  the  steamship  companies  are  Increased,  he 
said,  the  only  way  they  could  be  met  would  be  by  Increased 
freight  rates.  He  argued  that  If  the  burden  was  too  great  for 
the  Insurance  companies,  It  was  evident  that  it  was  too  great  for 
the  steamship  companies  to  bear  in  the  face  of  freight  earnings 
received  from  low  freight  rates  and  that  rates  would  continue 
to  be  low  because  of  competition  with  foreign  lines.  Changes  in 
the  law  as  suggested,  he  said,  would  put  the  steamship  companies 
of  America  up  against  a  life  and  death  struggle.  He  said  they 
already  were  at  a  serious  disadvantage  because  of  higher  operat- 
ing costs  than  those  of  foreign  lines.  He  said  it  was  suggested 
that  freight  rates  be  advanced  to  enable  the  companies  to  act  as 
insurers  as  suggested,  but  that  rates  were  regulated  by  world 
competition  and  that  if  rates  by  American  ships  through  the 
port  of  New  York  were  higher  than  through  Canadian  ports, 
the  great  bulk  of  merchandise  would  go  through  Canadian  ports 
via  Canadian  lines.  He  declared  further  the  shipper  would  not 
benefit  If  the  steamship  companies  increased  rates  to  absorb  the 
increased  liability  unless  he  could  avoid  taking  out  insurance, 
and  that  if  the  shipper  has  to  pay  an  increased  freight  rate  and 
pay  insurance  rates  at  the  same  time,  he  would  be  paying  twice 
and  that  the  insurance  companies  would  benefit.  He  said  the 
shipper  cannot  forego  insurance  because  banks  in  financing  ex- 
port business  require  an  insurance  policy  as  security.  He  did 
not  believe  banks  would  advance  money  on  an  insured  bill  of 
lading  and  that  therefore  the  shipper  could  not  get  away  from 
taking  out  insurance.  Therefore,  he  said,  the  shipper  would  be 
compelled  to  pay  increased  freight  charges  and  also  pay  insur- 
ance premiums. 

"If  this  liability  is  imposed  on  the  steamship  companies," 
said  he,  "there  is  only  one  way  to  meet  it  and  that  is  to  insure 
it  and  in  all  probability  it  would  be  done  by  an  insured  bill  of 
lading.  The  companies  will  take  out  an  open  policy  of  insur- 
ance insuring  all  cargo  shipped  on  their  vessels  and  will  give 
the  shippers  the  benefit  of  this  insurance  by  stamping  clauses 
on  the  bill  of  lading  providing  that  the  shipper  or  consignee  shall 
have  the  benefit  of  the  insurance  under  the  open  policy.  This 
would  constitute  bill  of  lading  insurance  and  perhaps  a  bank 
might  accept  it.  The  steamship  companies  would  simply  add  the 
cost  of  the  insurance  to  the  freight  charges  and  the  shipper 
would  not  benefit  because  he  would  be  paying  the  same  he  is 
today." 

Mr.  Campbell  further  argued  that  if  insured  bills  of  lading 
were  issued  by  the  steamship  companies,  shippers  would  take  out 
only  insurance  covering  losses  caused  by  acts  of  God  or  the  com- 
mon enemy.  Further,  he  asserted,  steamship  companies  would 
no  doubt  take  out  their  insurance  in  English  companies  because 
they  could  get  lower  rates  from  them  than  from  American  com- 
panies. He  believed  that  if  that  happened  it  would  mean  finan- 
cial suicide  for  the  American  underwriters  because,  he  said,  it 
had  been  shown  that  they  derive  their  profits  from  cargo  insur- 
ance. He  said  the  shippers  and  underwriters  were  blind  to  fne 
fact  that  amendment  of  the  law  as  proposed  would  undermine 
the  American  marine  insurance  companies  and  that  no  better 
weapon  could  be  placed  in  the  hands  of  the  British  underwriters 
than  that  of  amending  the  Harter  act  as  proposed,  so  as  to 
compel  the  steamship  companies  to  issue  insured  bills  of  lading. 

SALE  OF  GERMAN  VESSELS 

The  Shipping  Board  will  receive  bids  August  2  on  three  ex- 
German  vessels,  renamed  the  Amphion,  the  Freedom  and  the 
Philippines.  The  Amphion  is  a  vessel  of  8,950  deadweight  tons, 
the  Freedom,  6,800  deadweight  tons  and  the  Philippines,  13,312 
deadweight  tons. 


REDUCTIONS  ON  CANNED  GOODS 

The  Traffic   World   Washington  Bureau 

In  an  order  in  No.  10903,  Oklahoma  State  Shippers'  Associa- 
tion et  al.  against  the  Santa  Fe  et  al.,  the  Commission  has 
directed  the  carriers  to  remove  undue  prejudice  against  Okla- 
homa by  reducing  their  rates  on  canned  goods  from  Colorado, 
other  than  condensed  milk  and  pickles,  so  they  will  be  only 
eleven  cents  over  the  rates  on  like  goods  from  Kansas,  on  or 
before  October  14.  That  means  a  rate  of  70.5  cents  instead  of 
84.5  cents  to  Oklahoma  destinations. 

Agent  Countiss  has  succeeded  in  straightening  out  the  tangle 
in  reduced  export  rates  on  canned  goods  from  the  Pacific  coast 
and  intermediate  points  via  Gulf  and  Atlantic  ports,  caused  by 
his  failure  to  observe  the  fourth  section  when  he  made  his  first 
application  for  special  permission  for  rates  from  coast  points. 
By  reducing  rates  from  Utah  and  Idaho  correspondingly  he 
obtained  permission,  but  not  in  time  to  make  the  rates  effective 
much,  if  any,  before  their  statutory  date  of  August  22.  They 
may  become  operative  August  15. 


Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
scribers are  answered  by  mail  or  wire  and  are  always 
treated  as  confidential. 
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WESTERN  LIVE  STOCK  RATES 

The  Traffic  World  Washington  Bureau 

Arguments,  made  July  15  on  No.  12146,  National  Live  Stock 
Shippers'  League  et  al.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al., 
constituted  a  serious  discussion  as  to  the  meaning  of  the  rate- 
making  section  of  the  transportation  law.  In  a  broad  way,  attor- 
neys for  the  shippers  and  the  state  commissions  centended  that 
section  15-A  did  not  change  the  rule  for  rate-making;  that  a 
joint  and  reasonable  rate  now  means  the  same  as  a  just  and 
reasonable  rate  prior  to  the  enactment  of  that  section;  and, 
therefore,  that  the  Commission  has  the  power  to  reduce  the 
rates  on  live  stock  in  the  Western  and  Mountain-Pacific  groups, 
notwithstanding  the  railroads  are  not  earning  as  large  a  return 
on  the  value  of  their  property  devoted  to  common  carrier  serv- 
ice as  the  mark  set  by  the  law  and  the  Commission. 

John  E.  Benton,  speaking  for  ten  state  commissions,  argued 
that  value  of  the  service  to  him  who  pays  the  rate  is  still  one 
of  the  factors  to  be  considered.  He  particularly  assailed  the 
proposition  laid  down  by  Kenneth  F.  Burgess,  the  sole  speaker 
for  the  carriers,  that,  "in  its  final  analysis,  what  the  live  stock 
interests  are  asking  in  this  case  is  that  the  government  grant 
to  them  a  bonus  of  134,000,000  a  year"  and  "of  course  the  Inter- 
state Commerce  Commission,  under  the  act  creating  it,  is  not 
given  the  power  or  the  duty  of  granting  such  bonuses."  He 
said  the  state  commissions  were  asking  a  reduction  in  the  rates 
on  live  stock  because  they  exceeded  the  rule  that  a  reasonable 
rate  is  one  that  must  be  reasonable  to  him  who  pays,  consider- 
ing the  value  of  the  service.  In  other  words,  it  is  charged  that 
the  rates  are  too  high  for  the  service  rendered,  considering  all 
the  facts,  circumstances,  and  conditions  surrounding  the  live 
stock  industry. 

In  a  general  way,  that  was  the  position  taken  by  Samuel  H. 
Cowan,  Clifford  Thorne,  Senator  Kendrick  of  Wyoming  and  J.  H. 
Henderson,  representing  the  Iowa  commission,  the  only  com- 
mission that  had  a  spokesman  other  than  Mr.  Benton.  The 
Iowa  commission  was  a  separate  intervener,  but  it  took  the 
same  general  attitude  as  the  association  of  state  commissioners. 

The  position  of  the  railroads  was  that  no  general  rate  re- 
duction is  now  possible;  that  the  rates  on  live  stock  had  been 
advanced  to  a  smaller  degree  than  the  rates  on  other  classes 
of  traffic;  that,  considered  in  the  light  of  the  circumstances  and 
conditions  of  its  transportation,  the  live  stock  traffic  is  not  now 
paying  its  fair  share  of  cost  of  adequate  maintenance  of  the 
transportation  systems  in  the  interest  of  the  people  of  the  United 
States  considered  as  a  whole;  that  the  economic  conditions 
surrounding  the  live  stock  industry  are  such  that  a  reduction 
in  freight  rates  cannot  materially  or  permanently  relieve  the 
producers;  that  the  temporary  difficulties  of  the  live  stock  pro- 
ducers must  and  can  be  solved  in  ways  other  than  through  a 
reduction  in  freight  rates;  that  a  reduction  would  necessitate 
advances  in  rates  on  other  commodities;  and  that  the  special 
treatment  of  the  live  stock  rates  desired  by  the  complainants 
cannot  be  accorded  by  the  Commission  if  it  acts  in  conformity 
with  the  laws. 

The  opening  for  the  shippers  was  made  by  Mr.  Cowan,  and 
the  closing  by  Mr.  Thorne.  Mr.  Cowan  said  the  live  stock  in- 
dustry's condition  involved  the  entire  economic  structure  of 
the  country  and  that  the  West  could  not  live  and  operate  unless 
there  was  a  low  rate  of  transportation  on  live  stock.  He  ad- 
mitted that  it  was  a  complex  proposition  and  that  while  it 
might  seem  that  he  was  speaking  only  for  the  prosperity  of  the 
industry,  the  fact  was  that  he  was  speaking  as  much  for  the 
prosperity  of  the  railroads. 

"It  (the  live  stock  industry)  is  "in  a  condition  of  paralysis," 
said  he.  "The  live  stock  associations  are  so  poor  now  they 
cannot  print  the  abstract  of  the  testimony  in  this  case.  The 
Arizona  association  was  too  poor  to  send  its  witness  to  Denver 
and  the  Arizona  Railroad  Commission  could  not  be  represented 
for  the  same  reason.  We  don't  contend  that  the  rail  rates  are 
the  only  cause  of  the  condition,  but  they  are  an  important 
factor." 

He  said  the  live  stock  industry  contended  that  the  Commis- 
sion could  give  relief  under  paragraph  2  of  the  rate-making 
section.  He  said  that  if  the  Commission  could  not  act  under 
that  paragraph  it  had  no  function  other  than  the  making  of 
figures  to  show  how  much  revenue  the  carriers  were  entitled 
to  receive  on  the  value  of  their  property. 

"The  live  stock  men  ask  you  to  do  what  is  just  and  reason- 
able, which  is  to  take  off  the  35  per  cent  increase  imposed  by 
this  Commission  in  Ex  Parte  No.  74,"  said  he. 

Attorney-Examiner  Bisque's  report  on  this  case,  submitted 
the  day  before,  attracted  unfavorable  attention  from  Messrs. 
Cowan  and  Benton,  notwithstanding  the  fact  that  it  recommended 
a  reduction  in  rates  as  a  help  to  the  live  stock  industry  and 
business  generally.  They  said  that  the  Commission  should 
strike  from  that  report  the  declaration  that  from  a  transporta- 
tion standpoint  the  rates  were  not  excessive.  Mr.  Cowan  said 
that  such  a  finding  was  unnecessary  and  might  hereafter  be 
used  as  evidence  that  the  Commission  had  reversed  tlie  finding 
made  by  it  and  by  the  federal  court  in  the  live  stock  cases 


that  were  completed  a  comparatively  short  time  before  the  be- 
ginning of  federal  control,  the  general  effect  of  which  finding 
was  that  the  cost  of  carrying  live  stock,  on  the  average,  was 
not  as  high  as  that  of  carrying  other  commodities  carried  in 
carloads;  and  that,  therefore,  the  live  stock  traffic  was  bearing 
its  full  share  of  the  transportation  burden.  He  said  the  relative 
costs  had  not  changed  since  the  courts  and  the  Commission 
made  that  holding. 

Bisque's  report  (see  Traffic  World,  July  16)  was  made  public 
July  14.  A  note  appended  to  the  report  said:  "This  case  has 
been  expedited.  It  is  to  be  orally  argued  before  the  whole 
Commission  tomorrow,  July  15.  Any  exception  must  be  noted 
by  the  parties  at  that  time,  either  orally  or  in  writing."  The 
assignment  for  argument  on  July  15  was  made  long  enough 
ahead  of  the  promulgation  of  the  report  to  enable  attorneys 
to  reach  Washington.  Copies  of  it  were  served  on  them  after 
their  arrival. 

The  ordinary  form  used  by  an  examiner  in  making  his  re- 
port is:  "Report  proposed  by  John  Smith,  examiner."  In  this 
case  the  examiner  made  his  report  under  the  caption,  "Attorney- 
Examiner  Disque  submits  that  the  Commission's  report  should 
be  substantially  as  follows:"  Rules  governing  the  examiners 
in  the  making  of  proposed  reports  require  that  tne  examiner 
set  forth  the  fact  that  the  complainant  is  a  corporation  or  firm 
"engaged"  in  a  certain  kind  of  business;  that  it  alleges  that 
such  and  such  a  charge  or  rate,  from  such  and  such  a  point  o! 
origin  to  such  and  such  a  destination  or  destinations,  between 
such  and  such  dates,  were  and  are,  in  violation  of  the  law  in 
such  and  such  particulars. 

Bisque's  report  is  devoid  of  most  of  the  usual  routine  mat- 
ter. It  sounds  like  a  report  that  had  been  written  by  a  com- 
missioner in  disposing  of  a  case — a  report  in  which  the  com- 
missioner had  exercised  his  right  to  tell  the  story  of  the  case 
in  his  own  way,  without  paying  any  attention  to  the  rules  that 
govern  examiners.  Parts  of  the  report,  of  course,  contain  com- 
pilations of  statistics  put  into  the  record  by  the  complaining 
live  stock  men.  However,  the  purely  routine  parts  of  the  report 
are  subordinated  to  a  discussion  of  the  economic  aspects  of  the 
situation,  all  leading  up  to  the  recommendation  that  the  carriers, 
for  the  benefit  of  the  live  stock  industry,  and  business  generally, 
and  in  reciprocation  for  "the  liberal  policy"  the  Commission  has 
pursued  toward  the  carriers,  should  consider  the  making  of  sub- 
stantial reductions  in  rates. 

Senator  Kendrick  was  allowed  to  address  the  Commission 
without  having  a  time  limit  set.  He  said  he  was  appearing,  not 
as  a  senator,  but  as  a  representative  of  the  American  Live 
Stock  Association,  and  that  he  was  not  going  to  speak  of  things 
he  had  heard,  but  of  things  that  he  knew,  in  an  effort  to 
prevent  the  ruin  of  the  live  stock  industry.  He  said  it  had 
suffered  from  a  number  of  disasters,  among  which  were  drouths, 
the  readjustment  of  values  after  the  war,  and,  finally,  and  worst 
of  all,  the  "enormous  increase  of  transportation  charges."  He 
did  not  subscribe,  he  said,  to  the  proposition  that  the  law  in- 
tended to  exempt  the  carriers  from  the  calamities  that  had 
fallen,  on  the  country  in  this  period  of  readjustment.  He  said 
his  plea  was  without  a  tinge  of  animosity  against  the  railroads, 
but  he  suggested  that  their  policy  was  driving  traffic  from  their 
rails,  especially  live  stock.  In  1900,  he  said,  there  were  51,- 
000,000  head  of  beef  cattle  in  the  country,  while  in  1920  there 
were  only  35,000,000. 

In  his  discussion  of  the  principles  of  rate-making,  Mr.  Ben- 
ton  asked  how  the  value  of  the  service  rendered  by  the  railroads 
could  remain  at  the  peak  when  no  factor  in  the  value  of  freight 
transportation  was  any  longer  at  the  peak. 

"These  rates  ought  to  be  reduced  and  I  think  the  railroads 
know  it,"  said  Mr.  Benton.  "I  do  not  think  the  carriers  have 
broached  this  question  in  a  reasonable  mood.  They  attribute 
the  decrease  in  the  live  stock  industry  to  a  decrease  in  domestic 
consumption  and  in  exoprt  demand,  and  reach  the  comfortable 
conclusion  that  nothing  should  be  done,  unless  and  until  there 
has  been  a  general  investigation  of  all  rates;  that  is  to  say,  that, 
having  received  the  benefit  of  a  general  advance  without  a  full 
investigation,  they  oppose  a  decrease  in  any  rate  until  there 
has  been  a  general  investigation  such  as  was  not  made  before 
they  received  the  benefit  of  a  uniform  general  advance." 

Mr.  Benton  figured  that,  with  the  savings  in  wages,  the 
railroads  in  Western  Classification  territory  could  make  the 
requested  reduction  and  still  make  a  net  of  more  than  five  per 
cent,  which,  he  suggested,  would  be  a  very  comfortable  return 
in  this  era  when  few  industries  were  making  such  returns.  He 
suggested  that  Congress  did  not  intend  to  exempt  the  railroads 
from  general  calamities,  but  merely  to  provide  a  rate-making 
section  that  would  enable  the  Commission  to  allow  rates  high 
enough  to  give  a  return  to  the  weaker  lines,  with  a  use  of  the 
excess  earned  by  the  stronger  lines  for  the  benefit  of  all. 

In  his  argument  in  defense  of  the  present  rates  Mr.  Burgess 
said  the  condition  of  the  live  stock  industry  could  not  be  due 
to  the  freight  rate  because  the  deflation  in  the  farm  value  of 
live  stock,  in  1920,  was  $819,660,288.  The  increased  charge  paid 
by  stockmen  in  the  last  four  months  of  1920,  he  said,  was  only 
$7,483,336,  or  less  than  one  per  cent  of  the  decrease  in  value. 
The  advance  under  Ex  Parte  No.  74  was  in  effect  for  four  months 
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in  1920.    The  plight  of  the  industry  was  due,  he  said,  to  economic 

lari.u-s  oihiT  than  the  increased  freight  rate. 

The  present  value  of  the  western  live  stock,  at  existing  mar- 
prices,  he  said,  is  f2.410.000.000.     The  entire  reduction  re- 
iim-sted,  amounting  to  $34,000,000,  would  be  only  1.2  per  cent 
ni  i  he  value,  while  the  reduction  suggested  by  Examiner  Disque 
would  be  less  than  one  per  cent.    Each  car  of  livestock,  he  said, 
•Is  worth  from  fl.800  to  |2,000  and  the  average  charge  per  car 
is  only  $66.    Such  figures,  he  said,  showed  the  fallacy  of  attrlbut- 
10  I  lie  Commission's  rate  increase   the  deflation  in  the  value, 
or  charging  Congress  with  dereliction  of  duty  in  passing  the 
transportation  act. 

<>rting  that  no  general  rate  reduction  is  possible,  at  this 
timr.   iii  the  west,  Burgess  said  that  live  stock  should  not  be 
:led  out  for  a  reduction,  in  the  light  of  the  circumstances  and 
•  lit  ions  of  transportation   surrounding  the  carriage  of  that 
kind  of  traffic.     Under  the  principle  of  law  established   under 
tlir  North  Dakota  lignite  case,  he  reminded  the  Commission,  one 
s  of  traffic  cannot  be  singled  out  for  favored  treatment,  in 
U  a  way  as  to  cast  a  burden  on  other  classes.    Disque,  Burgess 
•I  when  in  his  report  he  said  the  rates,  for  economic  reasons, 
re  unreasonable,  undertook  to  set  up  a  standard  not  known 
in  the  law.     The  courts,  time  and  again,  he  said,  have  pointed 
out   that   the   reasonableness   of  a  rate   does   not  depend   upon 
Whether  the  shipper  is  making  money  in  carrying  on  his  busi- 
ness on  the  rate  in  question. 

Answering  a  question  by  Commissioner  Campbell,  the  nature 
f  which  is  indicated  by  the  reply,  Mr.  Burgess  said  he  would 
not  contend  that  the  Commission  should  keep  on  raising  rates 
in  an  effort  to  have  the  railroads  earn  6  per  cent  on  the  prop- 
erty used  in  common  carrier  service.  He  said  he  would  not 
make  such  a  contention  but  that  the  question  could  not  arise 
in  this  case  because  it  was  not  contended  that  a  reduction  in 
•ates  would  increase  or  tend  to  increase  tonnage,  so  as  to  in- 
crease the  rate  of  return,  which,  according  to  the  latest  figures 
is  only  2.87  per  cent. 

In  the  event,  he  said,  that  the  Commission  held  with  the 
aminer  that  from  a  transportation  point  of  view  the   rates 
were  not  excessive,  but  they  were  unreasonable  from  an  econ- 
omic point  of  view,  he  would  challenge  its  jurisdiction  to  order 
a  reduction  on  that  ground. 

Clifford  Thome,  in  closing  the  case  for  the  stockmen,  said 
the  price  of  live  stock  has  gone  down  practically  to  the  pre-war 
rel,  while  the  freight  rates  are  about  68  per  cent  above  pre- 
war and  that  when  all  the  charges  for  feed,  yardage  and  other 
iccessorial   services  are   counted,   the   transportation   charge   is 
0  per  cent  above  pre-war.     At  one  time,  he  said,  the 
134,000,000  a  year  which  the  stockmen  are  asking  to  have  taken 
would  have  seemed  a  large  sum,  hut  in  the  days  when  there 
talk  of  cutting  off  $400,000,000  in  wages  alone,  the  sum  is 
mall.    He  said  that  the  last  increase  in  freight  rates  was  made 
the  price  of  every  other  commodity  was  coming  down   The 
business  of  the  country  was  being  restored  and  nearly  every- 
hing  was  going  well  until  the  freight  rate  increase  fell    like 
wet  blanket,  on  everything.     He  said  the  bankruptcies  and 
ures,  in  the  last  four  months  of  1920,  during  which  the  ad- 
vanced rates  were  in  effect,  were  appalling. 

Today,  he  said,  American  industry  is  prostrate  and  the  live 

industry  appealed  to  the  Commission  for  relief. 
"We  have  been  told  over  and  over  again  that  the  railroad 
istry  is  very  important,  and  must  be  protected,"  said  Thome 
m't  the  industry  that  furnishes  you  the  food  you  eat  and  the 
clothes  you   wear  important?" 

"Like  the  sacred  cow  of  India,  we  have  petted  this  dumb 

in  our   midst.     We   have  shielded   and   protected   it  from 

troubles   and   vicissitudes  that   befall   the   rest   of  us    until 

the  whole  country  is  suffering  from  this  unnatural,  uneconomic 

istent  maladjustment,  in  our  commercial  life. 
"If  inability  to  earn  a  fixed  minimum  rate  of  return  on  the 
•esent   value    of   their   property    would    prevent    reductions    in 
rges   in    all   industries,   there   is   probably   not   one   business 
ith  only  a  few  rare  exceptions)   in  the  United  States  which 
would  have  reduced  its  charges  after  the  war. 

"Are  you  going  to  single  out  one  great  industry,  put  it  upon 
plane  by  itself,  and  by  fiat  of  government  declare  that  it  is 
immune   from    these   great   economic   forces    that   are   affecting 
every  other  industry  in  this  nation? 

"One  of  the  great  industries  of  our  country  appeals  to  you 
atlemen  today,  to  relieve  it  of  an  excessive  and  burdensome 
ight  cost,   which   is   helping   to   paralyze   its   activity   and   to 
destroy  its  usefulness. 

"The  farmers  and  business  men  of  the  nation  are  watching 
s  tribunal  at  the  present  moment.     Will  you  have  the  fore- 
ight  and  the  courage  to  take  this  step  that  will  mean  so  much 
to  our  people?     Will  the  railroads  be  forced  to  share  with  other 
•tea  of  industry  in  a  restoration  of  charges  to  the  pre-war  level? 
Upon   the  answer  to  that   question  will  largely  depend   the  re- 
vival of  industry  in  the  United  States." 

Published  at  noon  every  business  day  in  the  year, 
THE  DAILY  TRAFFIC  WORLD  is  meeting  the  traffic 
needs  of  "big  business." 


LUMBER  TRANSIT  PRIVILEGE 


Tht  Traffic  World  Washington  Bureau 

Special  permission  has  been  given  Agent  Speiden.  acting 
for  Southern  lines,  to  extend  for  six  months  up  to  and  Including 
December  31,  the  transit  privilege  on  lumber  and  forest  product* 
accumulated  In  southern  mills.  The  transit  privilege,  which 

s  one  year,  is  running  out  on  a  large  quantity  unless  an 
extension  is  granted.  Great  hardship  would  result.  Tariffs  filed 
under  this  permission  will  not  be  retroactive;  that  Is  they  will 
not  revive  a  privilege  that  expired  before  their  operative  date 


REDUCTIONS  ON  LUMBER 

The  Tragic  World  Washington  Bureau 

Application  for  authority  to  reduce  rates  on  lumber  from 
the  southwest  to  destinations  in  Kansas,  Nebraska,  Iowa  and  a 
few  border  points  in  Minnesota  was  made  to  the  Commission 
July  19.  by  P.  A.  Leland,  as  agent  for  the  applicant  lines.  He 
isked  for  special -permission  to  make  the  reductions  on  short 
atice  of  five  days.  Reductions  running  from  two  to  ten  cents 
many  of  them  being  six  and  eight  cents,  were  proposed 

This  application  was  regarded  as  indicative  that  the  south- 
western lumber  interests  had  persuaded  the  railroads  serving 
them  that  it  would  be  in  their  interest  to  shave  the  rates  to 
meet  the  cut  made,  two  months  ago,  by  the  transcontinental  rail- 
roads serving  the  Pacific  north  coast.  That  reduction  was  seven 
cents  to  Chicago,  graded  back  a  little,  but  not  much,  the  Inten- 
tion being  to  put  the  lumber  from  the  north  coast  into  the  ter- 
ritory between  the  Missouri  and  Mississippi  river  rate  points  at 
seven  cents  less  than  formerly. 

At  the  time  that  reduction  was  made  the  southwestern  pine 
blanket  lumbermen  called  the  carriers  into  conference  at  St 
Louis  and  suggested  that  they  had  better  meet  that  cut  if  they 
desired  to  retain  their  tonnage  in  competition  with  the  Pacific 
coast  people.  The  railroads  said  the  lumbermen  had  not  been 
able  to  show  them  anything  warranting  such  a  cut,  and  there 
the  matter  stood,  without  much  public  agitation,  until  Leland 
came  along  with  his  application  for  special  permission  allowing 
him  to  make  the  reduction  on  short  time. 

The  influence  of  the  Commission  exerted  against  ill-con- 
sidered and  unnecessary  reductions,  it  was  understood  by  those 
interested  in  the  reductions,  was  the  only  possible  obstacle  in 
the  way  of  the  lowering  of  the  rates  in  accordance  with  the 
desires  of  the  southwestern  lines.  That  desire,  of  course  was 
largely  induced  by  the  representations  of  the  southwestern  lum- 
bermen, and  not  by  any  admission  on  the  part  of  the  carrier 
that  the  rates  are  too  high. 

The  rates  at  the  Missouri  River  crossings  have  been  taken 
as  the  measure,  the  reductions  being  at  intermediate  points  on 
a  system  of  blocking  that,  if  allowed  to  become  operative  will 
result  in  groups  of  destination  from  the  blanket  of  origin  ' 

The  special  permission  was  granted  July  20.  Those  who 
took  the  trouble  to  check  up  the  facts  set  forth  by  Leland  in 
support  of  his  application  came  to  the  conclusion  that  the  most 
he  was  doing  was  to  line  up  his  rates  in  accordance  with  the 
fourth  section.  For  instance,  the  tariffs  he  will  file,  on  five  days' 
notice,  cut  rates  to  Topeka,  Wichita  and  Arkansas  City  from 
44  to  39  cents,  the  latter  being  the  rate  to  Kansas  City.  The 
rate  to  Ellsworth,  Kan.,  is  to  be  cut  from  50  to  42.5  cents,  the 
Omaha  rate.  The  rate  to  Sioux  City  is  to  be  reduced  from  45  to 
44  cents,  the  latter  being  the  rate  to  Chicago  and  Sioux  Falls. 

Another  reduction  in  lumber  rates  has  been  announced  by 
the  transcontinental  carriers  on  lumber  from  north  coast  Pa- 
cific territory  to  New  York  and  New  England.  The  reduc- 
tion, which  will  figure  something  more  than  $4  per  thousand 
feet,  will  be  from  $1.065  to  95  cents  per  100  pounds.  To  Central 
Freight  Association  territory  the  new  rate  will  be  86  cents,  a 
reduction  of  8  cents. 


STATE  INQUIRIES  ORDERED 

The  Traffic  World   Washington  Bureau 

Acting  on  a  petition  of  the  carriers  operating  in  Iowa,  the 
Commission,  in  No.  12945,  in  the  matter  of  minimum  carload 
weight  on  shipments  of  hogs  within  the  state  of  Iowa,  has  or- 
dered an  investigation  to  determine  whether  observance  by  the 
carriers  of  an  order  of  the  Board  of  Railroad  Commissioners 
of  lewa  will  result  in  unjust  discrimination  against  interstate 
commerce.  The  state  commission,  according  to  the  carriers'  pe- 
tition, by  an  order  dated  March  29,  1921,  denied  the  application 
of  the  carriers  for  permission  to  increase  within  the  state  of 
Iowa  the  minimum  carload  weight  on  hogs  to  the  basis  applicable 
on  interstate  traffic. 

A  similar  order  with  respect  to  intrastate  rates  on  railroad 
cross  ties  within  the  state  of  Illinois  was  entered  by  the  Commis- 
sion in  No.  12944.  The  carriers  allege  that  the  intrastate  rates 
on  cross  ties  are  substantially  lowpr  than  the  corresponding  in- 
terstate rates  on  the  same  commodity. 

The  cases  will  be  assigned  for  hearing  later. 
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LOSS  AND  DAMAGE  CLAIMS 

(Fifteenth  of  a  series  of   articles  written   for  The    Traffic   World   by 
O.  H.  Dietrich.) 

The  freight  claim  rules  quoted  in  the  two  preceding  articles 
do  not,  of  course,  include  all  of  the  rules  governing  the  adjust- 
ment and  distribution  of  freight  claims,  but  are  only  a  com- 
paratively few  in  which  it  was  thought  the  general  public  would 
be  interested.  All  of  these  loss  and  damage  rules  are  mandatory 
and  are  enforced  through  the  machinery  of  Division  7  (Freight 
Claims)  of  the  American  Railway  Association. 

The  activities  of  the  Freight  Claim  Division  are  directed 
under  the  American  Railway  Association  organization  by  one  of 
the  boards  of  directors  especially  assigned  to  this  division.  De- 
tails are  handled  through  the  division  secretary's  office.  It  is 
surprising  what  a  small  number  of  serious  disputes  arise  in 
connection  with  the  work  of  this  division  when  there  is  taken 
into  consideration  the  enormous  number  of  claims  that  are 
disposed  of  each  year  under  the  rules  of  this  organization. 

To  the  claimant  a  claim  is  settled  and  forgotten  as  soon 
as  a  voucher  in  payment  is  received,  but  when  the  shipment  on 
which  the  claim  accrued  was  handled  in  interline  traffic,  the 
distribution  of  the  amount  paid  between  the  interested  lines  by 
the  carrier  making  the  payment  to  claimant  frequently  results 
in  arguments  and  controversies  far  exceeding  those  brought 
out  in  the  adjustment  between  claimant  and  carrier.  In  order 
to  expedite  this  phase  of  the  work  as  much  as  possible,  the  as- 
sociation has  provided  arbitration  committees,  and  where  two  or 
more  lines  cannot  agree  among  themselves  on  the  distribution 
of  any  particular  claim,  each  line  sets  forth  its  case  in  the  shape 
of  a  brief  and  submits  it  to  one  of  several  arbitration  commit- 
tees, consisting  of  three  disinterested  freight  claim  agents.  The 
committee  apportions  the  amount  among  the  interested  lines  in 
accordance  with  its  interpretation  of  the  freight  claim  rules 
governing,  and  in  the  event  that  this  decision  is  not  acceptable 
to  any  of  the  lines  involved,  the  case  may  be  taken  to  an  appeal 
committee,  consisting  of  five  disinterested  freight  claim  agents. 
The  ruling  of  this  committee,  however,  is  final  and  settles  the 
case  definitely. 

In  addition  to  this  machinery  for  the  prompt  handling, 
settlement  and  distribution  of  freight  claims,  the  association 
authorized  the  Freight  Claim  Division,,  in  September,  1920,  to 
employ  three  special  representatives  with  instructions  to  devote 
their  entire  time  to  the  question  of  freight  claim  prevention.  In 
selecting  these  representatives  it  was,  of  course,  necessary  to 
obtain  men  familiar  with  freight  claim  work  and  it  is  believed 
that  no  better  qualified  men  could  have  been  found  anywhere 
than  those  employed,  and  their  efforts  during  their  first  years' 
service  bears  out  this  belief. 

Fred  E.  Winburn,  general  claim  agent  of  the  W.  P.  &  A. 
Railroad  of  Atlanta,  Ga.,  with  27  years  of  railroad  experience 
behind  him,  was  placed  in  charge  of  this  work  and  has  given 
special  attention  toward  bringing  freight  claim  prevention  to 
the  attention  of  the  shipping  public,  particularly  through  attend- 
ance at  meetings  of  traffic  clubs,  chambers  of  commerce  and 
similar  bodies,  and  the  discussion  of  prevention  methods  with 
their  membership.  Mr.  Winburn  served  one  term  as  president 
of  the  Freight  Claim  Association,  and  for  a  number  of  years  he 
was  associated  with  the  committee  on  marking,  packing  and 
handling  of  freight  of  the  American  Railway  Association.  He 
was  also  a  member  of  the  executive  committee  of  the  American 
Railway  Perishable  Freight  Association,  and  this  experience 
has  especially  well  fitted  him  for  the  important  work  in  which 
he  is  now  engaged.  Any  traffic  club,  chamber  of  commerce  or 
other  similar  body  can,  by  addressing  the  secretary  of  Division 
7,  American  Railway  Association,  Chicago,  111.,  get  in  touch 
with  Mr.  Winburn,  and  will  find  him  an  interesting  talker  on 
this  subject. 

Joe  Marshall,  freight  claim  agent  of  the  M.  K.  &  T.  System, 
Dallas  Texas,  is  handling  this  work  from  the  standpoint  of  co- 
ordinating the  efforts  of  the  individual  claim  prevention  organi- 
zations of  the  rail  lines.  Mr.  Marshall  has  had  28  years  rail- 
road experience  and  has  devoted  practically  all  of  his  time  for 
the  past  seven  years  in  claim  prevention  work.  It  is  believed 
that  by  this  plan  many  claim  causes  will  be  eliminated  through 
the  co-operation  and  team  work  of  the  many  well  organized 
claim  prevention  bureaus  that  have  heretofore  functioned  in- 
dependently of  one  another,  but  which,  through  this  channel, 
have  an  opportunity  of  hooking  up  their  activities  to  cover 
through  movements  of  freight. 

Albert  L.  Green,  assistant  freight  claim  agent  of  the  New 
York  Central  Lines,  and  who  for  20  years  has  been  associated 
with  that  company's  freight  claim  department,  has  been  assigned 
to  the  analyzing  of  freight  claim  causes  and  the  furnishing  of 
freight  claim  statistics  to  the  interested  officers  of  member  lines 
These  statistics,  through  various  publications,  are  also  avail- 
able to  shippers  or  shippers'  organizations  interested  in  this 
Mr.  Green,  in  starting  to  develop  the  possibilities  of  his 
particular  field,  explained,  at  a  meeting  held  in  New  Orleans 

important  part  played  by  reliable  statistics  in  the  railroad 
"I  general  and  quoted  some  excerpts  from  an  article  writ- 
en  by  C.  F.  Balch,  assistant  general  auditor  of  the  C.  &  N    W 
Railway,  as  follows: 


Statistical  statements,  comparisons  and  analysis  have  been  the 
foundation  of  all  successful  achievements  in  railroad  operation  to 
date.  They  have  pointed  the  way  for  that  investigation  and  super- 
vision which  has  enabled  operating  officers  to  direct  their  efforts 
into  proper  channels  and  achieve  results.  Statistical  information  has, 
heretofore  generally  stated  results  in  groups,  by  divisions,  districts 
or  lines,  following  the  lines  of  supervisory  efforts,  and  \vitn  few  excep- 
tions, has  gone  no  further  than  to  group  facts  so  as  to  be  useful  to 
"supervising  officers,"  and  to  indicate  to  the  principal  executives  the 
responsibilities  of  "division  officers." 

Experience  has  fully  demonstrated  that  where  statistics  are  so 
grouped  as  to  state  the  results  obtained  by  divisions,  thus  setting  out 
the  facts  for  which  every  division  officer  is  responsible,  they  have 
stimulated  the  effort  of  the  division  officers  and  have  proved  to  be  an 
effective  incentive  toward  better  operation.  Similarly,  whenever  (as 
in  the  case  of  fuel  statistics)  the  facts  set  up  indicate  the  responsi- 
bility of  the  individual  the  result  has  been  correspondingly  satis-j 
factory. 

In  order  that  the  full  value  of  statistics  may  be  realized,  it  is 
necessary  that  they  be  disseminated  so  that  each  employe  may  hav» 
that  information  which  will  enable  him  to  comprehend  the  part  his  ac- 
tion plays  in  the  final  results. 

His  suggestions  summarized  are  as   follows: 

(a)  To   procure    such   information    as    may    be    necessary    to   bring 
before    the    employe    the    facts,    general    or    specific,    or    both,    as    will 
enable   him  to  understand   his  particular  part   in   the   general   schem^ 
of  his  employer,   and  the  manner  in  which  he  may  contribute   to  it» 
greater  efficiency  and  success. 

(b)  To  disseminate  such  information  through  individual,  divisional 
or  general    statements   and    documents,    published    in   the    form    of   an 
employes'   magazine,    issued  as   statistical   statements,*  general   letters. 
group  meetings,  with  lectures,   or  any   practical   manner  that  may  bif 
found  desirable. 

(c)  To    get    into    closer    touch    with    the    employe,    through    such 
supervision  as  traveling  representatives  of  fuel  conservation  commit- 
tees, loss  and  damage  committees,  safety  first  committees,   operation; 
of  cars  committees  or  other  lines  of  activity  which  may   be  deemed 
expedient. 

(d)  To    conduct   all   activities   on   a   constructive    basis,    following 
the    theory   that   the    fundamental    cause   of   error   on   the   part   of   the 
employe  is  not  from  his  lack  of  willingness  so  much  as  from  his  lack 
of  information. 

"The  suggestion,"  he  says,  "that  one  of  the  greatest  expend- 
able assets  of  any  of  our  great  trunk  lines  is  the  minds  of  its' 
employes.  If  a  manager  could  have  50,000  men  as  well  informed 
as  himself,  the  operation  of  his  line  would  be  simple  and,  there- 
fore, any  manager  may  consider  that  whatever  information  he 
is  able  to  impart  to  those  assisting  him  will  lighten  his  task  by 
increasing  their  usefulness;  and  whatever  he  withholds,  detracts 
from  the  reaction  which  his  efforts  produce. 

"Every  manager  knows  that  his  own  usefulness  is  based 
largely  upon  the  information  at  his  command,  and  that  just  as 
he  is  helped  by  the  point  of  view  which  he  obtains  from  statis- 
tics and  reports,  so  will  everyone  below  him  be  similarly  helped 
by  corresponding  influence.  The  effort  of  every  manager  should 
be  to  pass  to  his  assistants  or  subordinates  as  much  useful  in- 
formation as  possible,  in  order  that  he  may  receive  from  them 
that  assistance  which  each  is  able  to  perform." 

With  these  three  exceptionally  able  men  devoting  their  en- 
tire time  to  the  subject  of  reducing  loss  and  damage  to  freight; 
through  Mr.  Winburn's  efforts  advancing  the  publicity  feature; 
Mr.  Marshall's  activities  toward  the  idea  of  co-ordinating  the 
efforts  of  the  numerous  individual  prevention  bureaus,  and  by 
the  publishing  of  reliable  and  up  to  date  statistics  on  claim  pay- 
ments, together  with  the  issuing  of  interesting  bulletins  to  rail- 
way officers  and  employes  through  Mr.  Green's  department,  there 
can  be  no  question  but  that  the  prevention  of  loss  and  damage 
claims  is  going  to  be  kept  continually  before  the  operating  officers 
of  our  transportation  lines  and  the  traffic  representatives  of  our 
shipping  and  receiving  public.  If  these  men  secure,  as  they  un- 
doubtedly will,  earnest  co-operation  and  assistance  from  all  of 
these  various  sources,  it  would  appear  that  great  strides  toward 
the  elimination  of  the  unnecessary  waste  that  has  been  continu- 
ally growing  for  a  number  of  yearp  will  be  accomplished. 


INDUSTRIAL  RAILWAY  CASE  REOPENED 

The  Traffic  World  Washington  Bureau 

On  application  of  the  Illinois  Northern  and  the  Pullman 
railroads,  the  Commission  has  reopened,  for  further  hearing, 
the  second  industrial  railways  case,  on  the  amount  of  free  time 
allowed  those  industrial  railroads.  They,  like  other  industrial 
railroads,  have  been  placed  on  the  modified  average  agreement 
of  the  demurrage  code,  though  they  are  not  shippers,  but  com- 
mon carriers.  Under  their  obligation  as  common  carriers  they 
are  required  to  repair  cars  that  come  to  them  in  bad  order. 
The  amount  of  free  time  allowed  them  is  not  great  enough  to 
enable  them  to  make  repairs,  except  under  penalty  of  paying 
demurrage  for  the  detention  of  cars  given  to  them  in  bad  order 
by  the  carriers  who  are  to  receive  the  demurrage. 

The  effective  date  of  the  order  issued  March  24,  applicable 
to  those  railroads,  has  been  postponed  until  the  further  order 
of  the  Commission.  That  order  put  into  operation  the  modified 
average  agreement. 

The  Commission  has  also  reopened  the  same  case  for  further 
hearing  on  the  phase  of  it  that  relates  to  the  Wyandotte  Term- 
inal Railroad  Company,  I.  and  S.  No.  414,  the  case  in  which 
the  Commission  suspended  the  tariffs  in  which  the  trunk  lines 
proposed  to  cancel  the  joint  rates  with  the  industrial  lines'. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR    INJURY  TO   GOODS 
Burden  of  Proof  to  Show  Injury  to  Goods  on  Plaintiff: 

(Supreme  Court  of  South  Carolina.)  In  an  action  against 
a  carrier  for  Injury  to  shipment,  the  burden  was  on  the  plaintiff 
to  show  that  the  loss  or  injury  occurred  while  the  shipment  was 
in  transit,  and  without  that  proof  he  cannot  recover.— Nimmer 
vs.  Northwestern  R.  Co.,  107  S.  E.  Rept.  479. 

In  an  action  against  a  carrier  for  injury  to  shipment,  proof 
that  injury  occurred  while  shipment  was  in  transit  may  be  made 
directly,  or  by  means  of  the  presumption  arising  from  the  fact 
that  the  shipment  was  delivered  in  a  damaged  condition. — Ibid. 
Presumption  that  Terminal  Carrier  Damaged  Goods: 

Where  goods  are  delivered  to  consignee  in  a  damaged  condi- 
tion by  terminal  carrier,  the  presumption  arises  that  they  were 
damaged  while  in  charge  of  such  carrier. — Ibid. 

It  is  the  general  rule  of  presumption  that  a  given  condition 
shown  to  have  existed  at  a  certain  time  continues  until  the  con- 
trary is  shown. — Ibid. 

Where  consignee  of  plate  glass  accepted  it  as  in  good  order, 
but  when  it  was  uncrated  some  months  later  it  was  found  broken, 
recovery  against  the  carrier  cannot  be  based  on  the  presump- 
tion that  the  glass  was  broken  when  delivered,  and  the  further 
presumption  that  the  terminal  carrier  caused  the  breakage,  for 
that  would  be  basing  presumption  on  presumption. — Ibid. 
Value  at  Time  and  Place  When  Delivery  of  Interstate  Shipment 

Should  Have  Been  Made  Is  Measure  of  Recovery  When  Less 

than  Value  at  Time  and  Place  of  Shipment: 

(Supreme  Judicial  Court  of  Massachusetts.  Suffolk.)  Under 
the  first  Cummins'  Amendment  to  the  Interstate  Commerce  Act 
(Act.  Cong.,  March  4,  1915),  making  carriers  liable  for  the  full 
actual  loss  or  damage  notwithstanding  any  limitation  of  liability 
or  of  the  amount  of  recovery  or  agreement  as  to  value,  and  the 
second  Cummins'  Amendment  (Act.  Cong.,  Aug.  9,  1916  (U.  S. 
Comp.  St.  p.  8604a)),  providing  that  the  foregoing  provision 
shall  not  apply  to  property  concerning  which  the  carrier  shall 
be  expressly  authorized  or  required  by  the  interstate  commerce 
commission  to  maintain  rates  dependent  on  declared  value  In 
which  case  the  declaration  or  agreement  shall  have  no  other 
effect  than  to.  limit  liability  and  recovery  to  an  amount  not  ex- 
ceeding the  declared  value,  a  provision  in  the  bill  of  lading  that 
the  amount  of  loss  or  damage  shall  be  computed  on  the  basis 
of  the  value  at  the  place  and  time  of  shipment  does  not  apply 
when  the  value  at  the  time  and  place  at  which  the  goods  should 
have  been  delivered  is  less  than  the  value  at  the  place  and  time 
of  shipment. — Crutchfield  &  Woolfolk  vs.  Hines,  Director-Gen- 
eral of  Railroads.,  131  N.  E.  Rept.  340. 
Limitation  of  Liability  for  Loss  of  Baggage  Held  Not  to  Affect 

Other  Damages  Sustained  by  Passenger: 

(Supreme  Court  of  Oklahoma.)  Where  a  railway  company, 
by  printed  statements  on  its  baggage  checks  and  posted  and 
published  tariff,  rates,  schedules,  and  classifications,  seeks  to 
limit  its  liability  to  $100  for  the  value  of  baggage  belonging  to 
or  checked  for  an  adult  passenger,  it  does  not  thereby  relieve 
itself  from  liability  for  damages  sustained  by  such  passenger 
other  than  the  value  of  the  baggage. — St.  Louis-San  Francisco 
Ry.  Co.  vs.  Freeman.,  198  Pacific  Rept.  298. 

Where  a  carrier  accepts  as  baggage  the  sample  trunk  of  a 
traveling  salesman  with  knowledge  of  its  character,  loss  of  time 
and  inability  to  make  sales  because  of  delay  in  receiving  trunks 
containing  samples,  and  necessary  and  reasonable  traveling  ex- 
penses incurred  in  looking  for  the  trunks  or  procuring  other 
samples,  will  be  regarded  as  within  the  contemplation  of  the 
carrier  when  it  receives  and  checks  traveling  salesman's  sample 
trunks  as  baggage,  so  as  to  entitle  such  salesmen  to  recover 
damages  therefor,  in  case  of  such  delay. — Ibid. 

Such  damages  as  proximately  flow  from  the  breach  of  the 
contract  to  carry  baggage,  or  which  in  the  language  of  the 
statute,  in  the  ordinary  course  of  things,  would  be  likely  to 
result  therefrom,  may  be  recovered,  and  this  includes  loss  of 
time,  necessary  and  reasonable  traveling  expenses  incurred  in 
looking  for  baggage,  procuring  other  samples,  and  inability  to 
make  sales  directly  occasioned  by  the  breach  of  duty  promptly 
to  carry  and  deliver. — Ibid. 
Connecting  Carrier  Issuing  Bill  of  Lading  for  Shipment  Held 

Liable   for    Damages,  Though    It    Did    Not    Have    Possession: 

(Commission  of  Appeals  of  Texas,  Section  A.)  Where 
grain  was  shipped  from  Missouri  to  a  point  in  Texas,  and  the 
Texas  purchaser,  on  paying  the  draft  with  bill  of  lading  attached, 
sold  the  grain  to  a  purchaser  in  another  part  of  Texas,  and 
defendant  railroad  company  before  arrival  of  the  shipment 
issued  a  bill  of  lading  for  transportation  to  the  new  destination, 
that  shipment  was  interstate.— Missouri,  K.  &  T.  Ry.  Co.  of 
Texas  vs.  Piano  Milling  Co.  et  al.,  231  S.  W.  Rept.  100. 


A  car  of  grain  shipped  from  St.  Joseph,  Mo.,  to  Sherman, 
Tex.,  wa«  originally  routed  over  the  defendant  connecting  car- 
rier's line,  but  after  bill  of  lading  was  issued  the  routing  wan 
changed  on  request  of  the  shipper.  The  bill  of  lading  with  draft 
attached  was  forwarded  to  the  purchaser,  who  paid  the  draft, 
and,  receiving  the  bill  of  lading,  presented  the  same  to  the 
agent  of  the  defendant  with  request  that  the  car  be  forwarded 
to  another  point  In  Texas.  The  agent  accepted  it  and  Issued 
a  new  bill  of  lading,  though  the  car  had  not  arrived.  A  month 
after  the  car  arrived  in  Sherman,  and  was  forwarded  by  de- 
fendant to  the  new  destination,  where  the  grain  was  found  to 
be  in  a  damaged  condition  and  sold  at  a  loss.  Held,  that  de- 
fendant was  liable  notwithstanding  the  car  was  transported  to 
Sherman  by  an  agency  other  than  defendant,  due  to  the  change 
in  the  routing;  for  on  notice  to  defendant  that  the  car  was  in 
Sherman  it  was  its  duty  to  transport  the  same  in  a  reasonable 
time.— Ibid. 
Provision  of  Uniform  Bill  of  Lading  as  to  When  Property  Shall 

Be  at  Owner's  Risk  Held   Inapplicable  to  Certain  Sidings  at 

Station  Where  There    Is  an  Agent: 

(Argued  April  22,  1921.  Decided  June  1,  1921.)  The  uni- 
form bill  of  lading  approved  by  the  Interstate  Commerce  Com- 
mission, providing  that  property  destined  to,  or  taken  from,  a 
station  at  which  there  is  no  regularly  appointed  agent,  shall  be 
at  the  owner's  risk  after  unloaded  or  until  loaded,  and  when 
received  or  delivered  on  private  or  other  sidings  shall  be  at 
owner's  risk  until  the  cars  are  attached  to  and  after  they  are 
detached  from  trains,  does  not  apply  to  loaded  cars  on  a  public 
or  semi-public  siding  or  one  privately  used,  but  owned  by  the 
railroad,  at  a  station  at  which  there  is  an  agent,  and  they  are 
not  at  the  risk  of  the  shipper  where  a  bill  of  lading  has  been 
issued.— Yazoo  &  M.  V.  R.  Co.  et  al.  vs.  Nichols  &  Co.  41  Supreme 
Court  Rept.  549. 

Liability  as  Carrier  Continues  for  48  Hours  After  Notice,  Unless 

Goods  Removed  Within  that  Time: 

(Argued  April  28,  1921.  Decided  June  1,  1921.)  A  bill  of 
lading  is  a  contract  between  the  transportation  company  -and 
him  who  is  interested  over  the  shipment,  and  legal  when  within 
the  policy  and  edicts  of  the  law  regulating  the  relation. — Michi- 
gan Cent.  R.  Co.  vs.  Mark  Owen  &  Co.,  41  Supreme  Court  Rept. 
554. 

Under  the  provision  of  the  uniform  bill  of  lading  that-prop- 
erty  not  removed  within  48  hours  after  notice  of  its  arrival  may 
be  kept  in  car,  depot,  or  place  of  delivery,  subject  to  the  car- 
rier's responsibility  as  warehouseman,  etc.,  the  carrier's  liability 
as  carrier  continues  during  the  48  hours,  unless  the  property 
is  removed  within  that  time,  though  the  car  is  accepted  by  the 
consignee,  the  seals  broken,  and  unloading  commenced. — Ibid. 

Where  a  car,  on  arrival  at  destination,  was  placed  on  a 
public  delivery  track  and  notice  given  a  consignee,  who  accepted 
the  car,  broke  the  seals,  and  started  to  unload,  there  was  no 
delivery  of  property  still  in  the  car,  but  only  a  right  of  access 
given  to  it,  in  order  that  it  might  be  removed. — Ibid. 
Assent  Essential  to  Limitation  on  Common-Law  Liability: 

(Argued  April  12  and  13,  1921.  Decided  June  1,  1921.) 
Prior  Act  June  18,  1910,  making  telegraph  and  cable  companies 
subject  to  the  Act  to  Regulate  Commerce,  a  limitation  on  the 
liability  of  a  telegraph  company  for  negligence  in  the  trans- 
mission of  a  message  was  in  the  nature  of  a  contract,  and  the 
provision  for  such  limitation  had  to  be  brought  home  to  the 
sender  of  the  message,  and  assented  to  by  him,  In  order  to  be 
legally  binding  upon  him. — Western  Union  Telegraph  Co.  vs. 
Esteve  Bros.  &  Co.  41  Supreme  Court  Rept.  584. 
Limitation  of  Liability  Included  in  Rates  Filed  Under  Interstate 

Commerce  Act  Binding  on  Sender  Without  Notice: 

Under  Act  June  18,  1910,  p.  7  (Comp.  St.  p.  8563),  making 
telegraph  and  cable  companies  subject  to  the  Act  to  Regulate 
Commerce,  a  limitation  of  the  liability  of  the  telegraph  com- 
pany for  an  unrepeated  message  to  the  amount  of  its  portion 
of  the  toll  for  the  transmission  thereof,  which  was  part  of  Its 
tariff  and  rates  filed  with  the  Interstate  Commerce  Commission, 
is  no  longer  based  on  contract,  but  on  law;  so  that  such  limita- 
tion is  binding  on  the  sender  of  an  unrepeated  message,  though 
he  did  not  know  of  it,  since  to  permit  any  sender  to  avoid  such 
limitation  would  be  to  permit  discrimination  in  his  favor  con- 
trary to  law. — Ibid. 
Uniformity  of  Rates  Required: 

The  fact  that  telegraph  companies  may  initiate  rates  with- 
out filing  their  tariffs  with  the  Interstate  Commerce  Commission 
while  a  railroad  rate  can  only  be  established  by  filing  the  tariff 
with  the  Commission,  which  is  merely  a  matter  of  procedure, 
does  not  show  any  intention  to  make  a  distinction  between  the 
requirement  of  uniformity  of  rates  and  service  in  the  transmis- 
sion of  telegrams  from  the  requirement  in  the  carriage  of 
freight— Ibid. 
Limitation  of  Liability  on  Repeated  Message  Does  Not  Invalidate 

Stricter  Limitation  on  Unrepeated  Message: 

Even  if  the  limitation  of  liability  of  a  telegraph  company 
for  error  in  the  transmission  of  a  repeated  message  is  invalid, 
because  there  is  no  rate  on  file  at  which  a  message  can  be  trans- 
mitted without  limitation  of  liability,  that  fact  does  not  invali- 
date the  limitation  of  the  telegraph  company's  liability  for  the 
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CHICAGO  &  ALTO1 


The  Chicago  &  Alton  Railroad  Company's  new 
$2,600,000  General  Office  Building  and  Freight  Ter- 
minals in  Chicago— ON  WEST  HARRISON  STREET, 
DIRECTLY  WEST  OF  THE  RIVER— are  a  most  val- 
uable addition  to  Chicago's  transportation  facilities. 

The  Most  Conveniently  Located  Freight 
Terminals  in  Chicago 

These  Freight  Houses,  constructed  of  steel  and  con- 
crete, and  strictly  fireproof,  are  of  ample  capacity  and 
are  equipped  with  the  most  modern  devices  for  the 
prompt  handling  of  all  merchandise,  including  two  pas- 
senger and  seventeen  freight  electrically  operated  auto- 
matic elevators,  each  with  a  capacity  of  five  tons — C.  & 
A.  Terminal  Warehouse  Company — 100,000  sq.  ft.  of 
space  for  the  accommodation  of  patrons,  and  a  large 
cooler  or  refrigerating  room  for  the  protection  of  perish- 
able freight.  The  Freight  House  tracks  with  a  capacity 
of  250  cars  are  on  the  street  levels  and  are  reached  from 
Harrison  and  Van  Buren  streets. 

Team  Tracks 

The  team  tracks  with  a  capacity  of  150  cars  are  ideally 
located  below  the  street  levels,  entirely  separated  from 


the  House  tracks,  and  are  served  by  spacious  team  tracki 
yards  which  are  reached  from  Polk  Street  on  the  South| 
and  Van  Buren  Street  on  the  North  via  excellently  pavedi 
concrete  driveways  of  ample  proportions  to  freely  accom- 
modate all  traffic  without  delays.  This  should  be  of  vital 
interest  to  all  shippers,  but  particularly  to  shippers  of! 
carload  freight  in  the  downtown  district,  as  it  means  a 
saving  in  dollars  and  cents  to  them,  by  avoidance  on 
delays  in  the  loading,  unloading  and  delivery  of  carload 
freight. 

Unrivaled  quick  dispatch  and  time  freight  service  daily 
from  Chicago  to  St.  Louis,  Kansas  City,  Peoria,  Springfield, 
Joliet,  Bloomington,  and  all  points  beyond. 

Through  Package  Cars 

are  operating  daily  from  Chicago  to  St.  Louis,  Kansas 
City,  Joliet,  Bloomington,  Peoria,  Springfield  and  prin- 
cipal points  on  this  line  in  Illinois  and  Missouri,  also  to| 
the  Southwest,  Southeast  and  Northwest.     In  addition, 
through    cars    are    operated    in    connection    with    the!' 
"ALTON"  to  Kansas  City  from  New  York,  West  Al-j 
bany,  Boston  and  other  points  in  New  England,  Cleve- 
land,   Cincinnati,    Marion    Junction,    Ohio,    and    Indian- 
apolis,   Ind.,    also    to    St.    Louis    from    Grand    Rapids,)! 
Mich.    These  through  time  freight  trains  leave  Chicago; 
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lily,  arriving  at  Joliet,  Peoria,  Bloomington  and  Spring- 
:ld  the  following  morning,  St.  Louis  at  noon,  and  Kan- 
s  City  the  second  morning. 

Ship  Your  Freight 

•a  _  the  "ALTON"  to  Joliet,  Peoria,  Bloomington, 
oringfield,  St.  Louis,  Kansas  City  and  beyond  to  insure 
e  benefit  of  its  unsurpassed  freight  service. 

Passenger  Train  Service 

•  Since  Civil  War  Days  the  Chicago  &  Alton,  known  as 
The  Only  Way"  to  its  thousands  of  patrons,  has  kept 
;'ice  with  the  times.  Its  splendid  train  service  and  im- 
;oved  equipment  has  given  to  the  public  every  known 
cility  for  comfort  and  convenience. 

The  Chicago  &  Alton  was  the  first  railroad  line  to. 
hild  and  operate  reclining  chair  cars,  free  of  charge,1 
ming  cars  and  Pullman  sleeping  cars,  and  it  was  the 
1st  line  to  install  automatic  mail  equipment.  Its  om- 
uls are  constantly  on  the  lookout  for  travel  conveniences 
i  d  improvements. 

rlts  train  service  between  Chicago  and  St.  Louis,  Kan- 
is  City,  Peoria  and  Springfield  is  known  the  world 
<er. 


Between  Chicago  and  St.  Louis  five  fast  trains  are 
operated  daily,  including  the  well-known  "Red  Train," 
"The  Alton  Limited"  and  the  "Midnight  Special"  no- 
stop  train.  Night  trains  between  these  points  carry  the 
best  standard  Pullman  equipment  and  include  free  re- 
clining chair  cars  and  observation  cars.  Day  trains  pro- 
vide free  reclining  chair  cars,  parlor  cars,  dining  and 
observation  cars. 

Between  Chicago  and  Kansas  City  the  famous  Alton 
"Hummer"  operates  on  an  overnight  schedule.  Its 
equipment  includes  free  reclining  chair  cars,  standard 
Pullman  and  observation  sleeping  cars,  and  dining  cars. 

The  Chicago-Peoria  service  includes  four  good  trains 
daily  in  each  direction. 


We  solicit  your  patronage 
Way." 


-the  C.  &  A.  is  "The  Only 


On  or  about  August  1st  the  General  Offices  of  the 
Chicago  &  Alton  Railroad  will  be  moved  to  the  new 
five-story  building  on  West  Harrison  Street. 

S.  G.  LUTZ,  Vice  President 

GEO.  J.  CHARLTON,  J.  F.  VOSBURGH, 

Passenger  Traffic  Manager.    Freight  Traffic  Manager. 
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transmission   of  an   unrepeated   message   to   the   amount   of   the 

toll  received  by  it. — Ibid. 

Not   Liable   Under  Common   Law  for   Negligence   During   Federal 

Control : 

(Argued  Oct.  20,  1920.  Decided  June  6,  1921.)  Under  the 
joint  resolution  authorizing  the  President  to  take  possession 
and  control  of  any  telegraph  system,  and  the  president's  procla- 
mation taking  such  possession  and  control,  a  telegraph  company 
is  not  liable  under  the  common  law  for  damage  caused  by  negli- 
gent delay  in  the  transmission  of  a  message  while  its  system 
was  under  the  government  control. — Western  Union  Telegraph 
Co.  vs.  Poston.  41  Supreme  Court  Kept.  598. 
Federal  Control  Did  Not  Make  Companies  Operating  Agents  of 

Government: 

The  provisions  of  the  proclamation  of  the  President  taking 
possession  and  control  of  the  telegraph  system,  that  such  sys- 
tems should  continue  to  be  operated  by  the  owners,  managers, 
directors,  officers,  and  employes  in  the  names  of  their  respec- 
tive companies,  and  the  Postmaster-General's  orders  to  the  same 
effect,  did  not  make  the  companies  the  operating  agents  of  the 
United  States,  so  as  to  render  them  liable  for  negligence  of  the 
employes  during  federal  control. — Ibid. 
Indemnity  Contract  Created  No  Liability  for  Negligence  During 

Federal   Control: 

The  provision  of  a  contract  between  the  Postmaster-General 
and  a  telegraph  company,  which  was  taken  under  federal  con- 
trol, that  the  Postmaster-General  should  save  the  owner  harm- 
less from  all  judgments  or  decrees  recovered  because  of  actions 
arising  out  of  federal  control,  does  not  authorize  the  rendition 
of  a  judgment  against  the  owning  company  for  negligence  of  an 
employe  while  the  company's  system  was  under  government 
control. — Ibid. 

Failure  to   Provide   Remedy  for  Negligence   During   Federal   Con- 
trol Not  Ground  for  Recovery: 

If  Congress  has  provided  no  remedy  against  the  government 
for  damages  caused  by  the  negligence  of  telegraph  employes 
while  the  system  was  under  government  control,  that  fact  does 
not  justify  the  rendition  of  a  judgment  for  such  damages  against 
the  company  owning  the  system. — Ibid. 

CARRIAGE    OF   LIVE   STOCK 

Liability  of  Carrier  for  Delay: 

(Appellate  Court  of  Indiana,  Division  No.  2.)  Where  it 
appeared  by  agreed  statement  of  facts  in  action  against  railroad 
for  delay  in  transporting  a  shipment  of  live  stock  that  there 
were  repeated  delays  en  route,  the  court  had  a  right  to  infer 
that  such  delays,  unexplained,  were  unreasonable. — Pittsburgh, 
C.,  C.  &  St.  L.  R.  Co.  vs.  Hughes,  131  N.  E.  Kept.  234. 

Burns'  Ann.  St.  1914,  p.  5205,  providing  carload  freight  shall 
be  moved  forward  at  not  less  than  average  of  50  miles  every 
24  hours,  etc.,  is  not  controlling  on  the  question  of  reasonable 
time  for  transporting  an  interstate  shipment  of  live  stock,  since 
section  5203  expressly  provides  that  the  act  shall  apply  to  in- 
trastate  carriers,  and  shall  not  apply  so  as  to  regulate  or  con- 
trol interstate  commerce. — Ibid. 

In  an  action  against  a  carrier  of  live  stock  for  delay  in 
transporting  a  shipment,  in  view  of  the  admitted  facts  that 
plaintiff  paid  $8  for  extra  feed  and  lost  the  value  of  shrinkage, 
which  was  $116.15,  no  other  loss  being  stated  in  the  admitted 
facts,  and  there  being  no  evidence  of  other  loss,  judgment  for 
the  shipper  for  $178.30  was  excessive  in  the  sum  of  $54.15. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Voyage  Charter  Party  Becomes  Charter  Party  for  Particular  Ves- 
sel   After    Designation    and    Acceptance: 

(Argued  Jan.  26  and  27,  1921.  Decided  June  6,  1921.)  A 
charter  party  for  a  particular  voyage,  in  which  the  name  of  the 
ship  was  not  given,  became,  after  the  designation  of  the  ship  by 
the  owner  and  its  acceptance  by  the  charterer,  an  ordinary  char- 
ter party  for  the  voyage  by  the  designated  ship,  and  the  owner 
was  not  obliged  to  furnish  nor  the  charterer  to  accept  another 
ship,  in  the  absence  of  any  provision  for  substitution,  after  the 
designated  ship  was  requisitioned  by  its  government. — Texas  Co. 
vs.  Hogarth  Shipping  Corporation,  Limited,  41  Supreme  Court 
Rept.  612. 

Evidence   Held   Not  to  Show  Owner  Connived  at  Requisition  of 
Chartered  Vessel   by  Government: 

On  a  libel  to  recover  damages  for  breach  of  a  voyage  charter 
party,  evidence  held  not  to  sustain  the  charterer's  contention 
that  the  owner  connived  at  or  consented  to  the  requisition  of 
the  chartered  vessel  by  its  government  before  the  time  for  com- 
mencing the  voyage.— Ibid. 

Telegraphic  Notification  of  Requisition  of  Chartered  Vessel  Held 
Sufficient  Against  Attack  by  Charterer: 


Where  it  was  the  custom  for  a  foreign  government  to  re- 
quisition vessels  for  war  purposes  by  telegraphic  notification 
to  the  owner  confirmed  by  letter,  but  possession  was  taken  on 
the  telegraphic  notice,  a  telegram,  notifying  owner  of  a  char- 
tered vessel  of  its  requisitions  in  which  he  acquiesced,  is  a  suffi- 
cient requisition,  although  the  customary  confirmatory  letter 
was  not  sent,  as  against  the  charterer  for  a  voyage  which  the 
requisition  prevented  her  from  making. — Ibid. 
Amicus  Curiae  Intervention  by  Foreign  Ambassador  Harmless, 
If  It  Did  Not  Affect  Decree: 

Error  of  the  district  court  in  permitting  a  foreign  ambas- 
sador to  intervent  as  amicus  curise  to  show  that  the  requisi- 
tion of  the  chartered  vessel  was  a  governmental  fact,  was  preju- 
dicial to  charterer,  where  the  intervention  and  certificate  of 
the  ambassador  were  not  considered,  but  the  decree  for  the 
owner  was  rested  on  evidence  otherwise  presented. — Ibid. 
Governmental  Requisition  of  Ship  Chartered  for  Particular  Voy- 
age Excuses  Performance  of  Charter  Party: 
The  performance  of  the  charter  party  for  a  particular  voy- 
age by  a  designated  ship  is,  in  the  absence  of  an  express  condi- 
tion, impliedly  conditioned  on  the  ship  remaining  available  for 
the  voyage,  so  that  the  owner  is  excused  from  performing,  where 
the  vessel  was  requisitioned  by  its  home  government  before  the 
time  for  the  voyage,  and  held  by  the  government  until  long 
after  the  charter  period,  even  though  the  charter  contained  no 
"restraint  of  princes"  clause. — Ibid. 

Requisition  of  Foreign  Vessel  by  Her  Government  Excuses  Per- 
formance of  Charter  Party  Made  in  United  States: 
The  fact  that  the  charter  party  for  a  voyage  by  the  foreign 
vessel  was  made  in  this  country  does  not  make  the  owner  liable 
for  nonperformance  of  the  charter  after  the  vessel  was  requisi- 
tioned by  her  own  government  while  in  her  home  waters. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Contract  Rates  for  Private   Exchange  System   Subject  to  Public 

Control: 

(Supreme  Court  of  South  Dakota.)  A  contract  between  a 
hotel  proprietor  and  a  telephone  company  for  the  installation 
of  a  private  branch  exchange  in  the  hotel  which  required  the 
manager  to  pay  a  specified  rate  for  each  telephone  connected 
with  the  exchange  and  gave  him  and  his  guests  the  right  to  send 
messages  over  the  company's  lines,  is  a  contract  fixing  rates  for 
telephone  service,  which  is  subject  to  control  by  the  Postmaster- 
General  during  the  time  the  telephone  systems  were  under  gov- 
ernment control  and  by  the  State  Railroad  Commission  there- 
after, and  not  a  mere  private  contract  for  the  rental  of  prop- 
erty from  the  telephone  company. — Adams  vs.  Northwestern 
Telephone  Exchange  Co.,  183  N.  W.  Rept.  113. 


BUY  COAL  NOW 

The  Traffic  World  Washington  Bureau 

Secretary  of  Commerce  Hoover  has  joined  the  Interstate 
Commerce  Commission  in  urging  public  utilities  to  buy  coal  now. 

"If  there  should  be  a  recovery  of  business  activities  in  the 
autumn,  taken  in  conjunction  with  the  large  increase  in  per- 
centage of  disabled  cars  (from  5  per  cent  to  16  per  cent  during 
the  past  six  months)  and  the  inability  of  the  railways  to  finance 
their  maintenance,"  said  he,  in  a  letter  to  various  public  utility 
organizations,  "there  are  possibilities  of  development  of  a  most 
serious  situation  as  regards  coal  movement. 

"I  cannot  but  feel  that  the  Interstate  Commerce  Commis- 
sion, in  the  face  of  warnings  they  have  sent  out  in  this  connec- 
tion, would  not  be  disposed  to  give  any  priority  in  such  an  event. 
It  seems  to  me,  therefore,  to  be  obvious  that  the  public  utilities 
companies,  both  in  their  own  interests  and  the  protection  of  the 
public,  should  make  early  provision  for  stocks  of  coal  sufficient 
to  carry  them  over  a  critical  period." 

The  National  Coal  Association,  in  a  statement  issued  July 
20,  made  an  appeal  to  consumers  of  coal  to  buy  coal  now. 
Attention  was  called  by  the  association  to  the  recent  appeals 
of  Chairman  Clark  of  the  Commission  and  Secretary  Hoover  to 
induce  public  utilities  and  the  railroads  to  buy  coal.  Apparently 
these  appeals  have  met  with  little  response,  the  association  said, 
pointing  to  reduced  production  of  soft  coal. 

"With  every  week  that  passes  there  is  greater  reason  why 
railroads  and  public  utilities,  as  well  as  all  other  consumers, 
should  heed  Chairman  Clark's  warning  and  secure  their  winter's 
supply  of  coal  before  increased  demand  for  coal  for  other  purposes 
leads  to  possible  difficulty  of  transportation,"  the  association 
said. 
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MISSISSIPPI  VALLEY  CASE 

The  Traffic  World   Washington  Bureau 

Three  days  of  argument  began,  July  20,  on  I.  and  S.  No. 
1303  Mississippi  valley  case,  in  which  the  quality  of  the  rates 
tiled  by  the  carriers  In  compliance  with  the  Commission's  hold- 
ing that  there  was  no  water  competition  on  the  Mississippi 
river  and  that  therefore  rates  to  points  on  the  river  would 
have  to  be  lined  up  in  accordance  with  the  fourth  section,  was 
i  lie  issue.  Three  days  were  as.signed  because  of  the  diversity 
Hi  interests  involved. 

In  ii  broad  way,  I  he  proposal  of  the  carriers  was  that,  for 
l he  making  of  commodity  rates  on  everything  except  grain, 
there  should  be  two  key  rates,  one  the  rate  from  Louisville 
to  Birmingham  and  the  other  the  rate  from  St.  Louis  to  Little 
Rock.  The  theory  in  taking  them  was  that  they  were  not  in- 
llueneeil  by  water  competition  and  that,  inasmuch  as  the  Com- 
mission had  said  there  was  no  longer  water  competition,  they 
should  be  used  in  making  "dry  land  rates"  to  and  from  points 
on  the  river  into  and  from  the  interior,  and  between  points 
on  the  river,  with  no  fourth  section  departures  at  any  Inter- 
im diale  points.  In  other  words,  the  whole  Mississippi  valley 
would  be  spanned  by  rates  as  high  as  if  there  were  no  natural 
highway  to  interfere  with  the  collection  of  rates  as  high  as 
those  now  in  effect  from  Louisville  to  Birmingham  and  from 
St.  Louis  to  Little  Rock. 

On  grain,  the  proposal  was  that  the  rate  from  Kansas  City 
to  St.  Louis  should  be  used.  Time  was  when  that  was  a  water- 
compelled  rate,  but  the  rate  now  in  effect  is  not  of  that 
character. 

The  morning  session  of  July  20  was  given  over  to  the  de- 
fense of  what  the  east  side  lines  had  proposed  and  a  claim 
by  the  west  side  lines  that  they  would  be  forced  into  receiver- 
ships should  the  Commission  come  to  the  conclusion  that  the 
Illinois  valley  lines,  typified  by  the  Illinois  Central  and  its 
subsidiary  or  affiliated  line,  the  Yazoo  &  Mississippi  Valley, 
could  carry  at  rates  lower  than  transportation  could  be  af- 
forded by  the  west  side  lines,  especially  the  St.  Louis-San 
Francisco  and  the  Cotton  Belt. 

The  defense  of  the  proposal  was  made  by  A.  P.  Humburg, 
of  the  Illinois  Central,  and  the  plea  for  as  high  rates  on  the 
east  side  as  on  the  west  side  by  C.  D.  Drayton,  speaking  for 
the  southwestern  lines. 

Rates  prescribed  by  the  Commission  in  No.  9702,  Memphis- 
Southwestern  investigation  were  what  Mr.  Drayton  insisted 
the  southwestern  lines  must  have  on  the  east  side  to  enable 
them  to  avoid  the  perils  of  bankruptcy.  The  rates  proposed 
are  substantially  on  that  basis.  He  said  it  was  inconceivable 
that  the  Commission  would  think  the  law  intended  the  west 
side  lines  to  go  out  of  business  at  the  river  points,  which 
they  would  have  to  do  were  rates  made  any  lower  on  the  east 
than  on  the  west  side,  unless  they  could  see  their  way  clear 
to  reduce  the  rates  at  the  interior  to  the  level  of  the  rates 
on  the  east  side  applicable  at  the  river  points. 

The  attorneys  listed  to  discuss  the  subject,  each  side  to 
have  six  hours  and  thirty-five  minutes,  were  as  follows: 

For  carriers:  A.  P.  Humburg,  Edward  H.  Mohr.  W.  N.  McGehee, 
with  time  from  the  carriers  for  H.  J.  Fernandez  of  Monroe  and 
('.  r.  Nesom  of  Alexandria,  La.,  if  It  was  considered  necessary  for 
them  to  speak  in  behalf  of  the  proposed  adjustment. 

For  protestants:  Edgar  Motilton,  New  Orleans  Traffic  Bureau; 
J.  S.  Devaub  of  Memphis;  Frank  Roberson,  state  of  Mississippi;  B. 
F.  Martin  of  Natchez;  T.  S.  Jackson,  Mississippi  cities;  C.  W.  Hay- 
ward,  Meridian  Traffic  Bureau;  A.  J.  McGehee  Jackson,  Miss.;  J.  B. 
McGinnis.  Memphis  Merchants  Exchange;  A.  F.  Vandergriff,  St.  Louis 
Merchants  Exchange;  W.  R.  Scott,  Kansas  City;  E.  H.  Hogueland, 
Southwestern  Millers  League:  J.  A.  Kuhn.  Omaha  Grain  Exchange; 
J.  H.  Tedrow,  Kansas  City  hay  dealers;  P.  W.  Goyle,  St.  Louis  Cham- 
ber  of  Commerce;  C.  E.  Childe,  Omaha  Chamber  of  Commerce;  R  D 

•  ler.  Swift  &  Co.;  Paul  E.  Blanchard,  Armour  &  Co.;  W.  E.  Mc- 
Cornack,  Iowa  packers:  J.  S.  Burchmore  Penick  &  Ford  et  al  •  T  L 
Phillips.  .Minnesota  &  Ontario  Paper  Co.;  H.  Ignatius,  American  Cot- 
ton Oil  Co.;  R.  W.  Roplequet,  National  Epameling  and  Stamping 
Co.:  Willis  Crane  International  Apple  Shippers  et  al.,  and  E  S 
De  Pass,  Libby.  McNeill  &  Libby  et  al. 

The  defense  of  the  railroad  proposals  was  continued  at  the 
afternoon  session.  Mr.  Drayton  continued  his  argument  in  a 
way  that  was  taken  to  mean  that  the  southwestern  carriers  were 
not  certain  whether  they  would  prefer  the  high  rates  proposed 
or  still  higher  rates  or  fourth  section  relief.  Mr.  Drayton  how- 

.  was  not  uncertain  in  his  contention  that  if  the  east  side 
lines  were  required  to  publish  lower  rates  than  the  west  side, 
the  latter  would  either  have  to  go  out  of  business  to  and  from 
the  river  cities  or  suffer  a  large  reduction  in  revenue,  which, 
he  said,  the  Commission  knew  they  could  not  afford.  He  called 
attention  to  his  argument  in  a  former  case  to  the  effect  that,  as 
he  reads  the  revised  fourth  section,  the  Commission  has  author- 
ity to  grant  fourth  section  relief  for  reasons  other  than  circuity 
of  routes,  and  that  the  equidistant  clause  was  written  into  the 
law  merely  to  enable  the  Commission  to  tie  up  such  a  condition 
with  a  grant  of  relief  to  a  long  line.  He  contended  that  it  has 
authority  to  grant  relief  to  carriers  having  the  short  lines. 

W.  N.  McGehee,  for  the  Southern  Railway,  said  the  pro- 
posed rates  would  not  protect  the  adjustment  of  either  the 
southeastern  or  the  southwestern  carriers  because  it  was  not 


a  matured  scheme.  It  wan  made  In  a  hurry,  as  Mr.  Drayton 
had  pointed  out,  because  the  Commission,  In  January,  Instated 
that  they  should  line  up  In  accordance  with  the  fourth  section, 
by  submitting  tariffs  on  or  before  March  1.  He  said  the  two 
key  rates  were  not  the  highest  dry  land  rates  that  could  be 
found  in  the  southeast  and  in  the  southwest,  but  were  them- 
selves rates  still  showing  the  effect  of  depression  caused  by 
the  navigation  of  the  rivers.  He  went  at  length  into  the  facts 
about  the  long  competition  between  the  old  established  lines 
on  the  rivers  and  the  newly  established  lines  by  railroad,  which 
resulted  in  the  victory  of  the  rail  lines,  not  because  they  gave 
lower  rates,  but  because  they  gave  superior  service. 

The  proposed  adjustment,  he  said,  would  cause  substantial 
reductions  in  the  rates  in  the  southeast  and  southwest  because 
all  rates  would  have  to  be  made  in  compliance  with  the  fourth 
section.  The  rates,  while  supposed  to  apply  only  to  the  Mis- 
sissippi Valley,  would  govern  rates  to  the  southeast  and  south- 
west. He  called  attention  to  the  fact  that  the  Southern  has 
the  short  line  to  a  number  of  important  points  in  the  Mississippi 
Valley  territory  and  that  that  carrier  was  not  going  to  retire 
from  business  at  such  points  as  Mobile  and  New  Orleans. 
Therefore,  he  said,  the  rates  it  makes  to  the  Mississippi  Valley 
points  will  be  the  measure  of  rates  into  the  southeast. 

At  the  morning  session  July  21  E.  D.  Mohr  presented  the 
views  of  the  L.  &  N.  and  N.  C.  &  St.  L.  part  of  the  situation 
created  when  the  Commission  ruled  there  was  no  more  water 
competition  and  that  rates  must  be  brought  into  line  with  the 
long-and-short-haul  part  of  the  fourth  section.  He  agreed  with 
the  other  attorneys  that  the  situation  in  the  lower  Mississippi 
Valley  is  so  intimately  related  with  the  rate  structures  on  both 
sides  of  the  river  that  there  must  be  approval  of  the  proposal 
of  the  carriers,  unless  the  Commission  is  prepared  to  modify 
its  former  holdings. 

Edgar  Moulton,  for  the  New  Orleans  Joint  Traffic  Bureau 
and  Memphis  commercial  organizations,  bore  the  laboring  oar 
of  the  protestants.  He  took  the  broad  ground  that  the  carriers 
in  proposing  a  revision  of  the  rates  had  suggested  an  unwar- 
ranted increase  on  three-fourths  of  the  tonnage  to  save  the 
revenue  on  one-fourth.  He  said  the  increases  proposed  on  the 
tonnage  moving  to  the  river  cities  were  not  necessary  to  pre- 
serve the  revenue  level.  That  that  was  obvious,  he  suggested, 
was  shown  by  a  mere  glance  at  the  figures.  He  did  not  agree 
with  the  implications  of  some  of  the  railroad  lawyers,  especially 
Mr.  Humburg,  that  perhaps  the  tonnage  of  the  Illinois  Central 
and  some  of  the  other  carriers  might  be  reduced  to  such  an 
extent  that  the  net  effect  of  the  revision  would  be  a  net  loss 
in  the  revenue.  He  agreed  that  there  might  be  a  reduction  in 
tonnage,  but  not  such  a  reduction  as  would  reduce  the  revenue, 
at  least  not  right  away. 

H.  J.  Fernandez,  for  Alexandria  and  Lake  Charles,  both 
interior  points  and  beneficiaries  of  reductions  in  the  rates,  spoke 
in  favor  of  the  adjustment  proposed,  as  giving  better  treatment 
to  jobbing  centers  away  from  the  rivers  than  they  have  hereto- 
fore received. 


CANCELLATION  OF  HEATER  SERVICE 

Although  the  proposal  of  the  carriers  to  cancel  charges  for 
heater  service  on  shipments  of  fresh  fruits  and  vegetables  mov- 
ing from  territory  outside  the  so-called  heater  zone  into  that 
zone  meets  with  the  approval  of  the  shippers  of  California  citrus 
fruit,  receivers  of  these  and  other  fruit  and  vegetable  products 
within  the  zone  would  rather  have  the  protection  afforded  by 
the  assessment  of  the  charges  than  claims  for  damage  by  freez- 
ing. Shippers  plainly  ranged  themselves  on  the  two  sides  of 
the  question  at  the  hearing  on  I.  and  S.  1353,  cancellation  of 
heater  service  for  fresh  fruits  and  vegetables,  before  Examiner 
Howard  Hosmer  in  Chicago,  July  21. 

The  suspended  rule,  No.  500-B  of  J.  E.  Fairbanks'  supple- 
ment No.  11  to  Perishable  Protective  Tariff  No.  1,  I.  C.  C.  No.  6, 
contained  two  clauses,  the  first  exempting  from  the  heater 
charges  all  shipments  moving  from  points  without  the  heater 
zone  into  the  states  of  Utah,  Wyoming,  Colorado,  Kansas,  Ne- 
braska, Missouri  and  Illinois,  and  the  second  canceling  heater 
charges  on  shipments  moving  into  and  through  the  state  of 
Illinois.  The  question  arose  as  to  whether  the  rule  contem- 
plated the  cancellation  of  a  service  or  merely  of  the  charge  for 
the  service.  L.  T.  Wilcox,  assistant  freight  traffic  manager  for 
the  Union  Pacific,  said  that  while  the  cancellation  of  the  charge 
inferred  also  the  cancellation  of  the  service,  the  carriers  would 
still  be  under  common  law  liability  so  far  as  furnishing  reason- 
able protection  was  concerned. 

Mr.  Wilcox  said  that  the  cancellation  of  heater  charges  had 
become  necessary,  due  to  carrier  competition  between  his  road 
and  the  Denver  &  Rio  Grande,  on  one  hand,  and  the  Santa  Fe 
and  the  Southern  Pacific,  on  the  other.  The  heater  charges,  as 
carried  in  the  original  tariff,  published  during  the  federal  con- 
trol period,  taking  Chicago  as  a  typical  destination  point,  were 
4  cents  from  Illinois,  5  cents  from  Missouri,  6  cents  from  Kansas 
and  Nebraska,  7  cents  from  Colorado  and  8  cents  from  Utah, 
which  charges  were  assessed  as  proportional  on  shipments  from 
California.  The  Union  Pacific,  however,  soon  found  itself  losing 
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a  great  deal  of  the  desirable  California  fruit  business,  because 
the  Santa  Fe  could  enter  the  heater  zone  at  Kansas  City  with 
shipments  to  the  east  and  so  assess  only  a  5-cent  charge,  as 
compared  with  the  Southern  Pacific's  8  cents.  An  endeavor  was 
made  to  correct  this  situation  by  reducing  the  heater  charge 
from  Utah  to  5  cents,  which  had  the  result  of  diverting  the  ship- 
ments over  the  Southern  Pacific  via  New  Orleans  and  the  Ohio 
River  crossings,  which  eliminated  the  heater  charges  entirely 
on  shipments  to  the  east.  According  to  Mr.  Wilcox,  if  the  Union 
Pacific  is  to  retain  any  of  this  movement,  it  will  be  necessary 
to  handle  it  free  of  this  charge. 

Speaking  for  the  California  Fruit  Growers'  Exchange,  through 
which  over  75  per  cent  of  the  California  citrus  crop  is  mar- 
keted, H.  E.  Cole,  traffic  manager  for  that  organization,  said 
its  members  would  welcome  the  cancellation  of  the  charge, 
which  had  cost  them  an  average  of  $20  a  car  during  the  past 
shipping  season.  He  said  citrus  fruit  shipments  were  loaded 
in  a  warm  climate  in  refrigerator  cars  equipped,  for  the  most 
part,  with  floor  racks,  and  these  facts,  together  with  the  long 
haul  over  the  warm  Mojave  desert  before  entering  the  heater 
zone,  seemed  ample  protection  for  the  fcruit.  Experiments  by 
the  Department  of  Agriculture  showed,  he  said,  that  citrus  fruit 
in  insulated  cars  with  floor  racks  could  stand  sub-zero  weather 
for  several  successive  days  without  freezing.  In  proof  of  this 
assertion,  he  said  the  claims  for  loss  and  damage  on  this  class 
of  freight  had,  in  the  last  season,  amounted  to  only  .83  per  cent 
of  the  revenue  derived  from  their  shipment. 

Robert  Cumming,  secretary  and  manager  of  the  American 
Fruit  and  Vegetable  Shippers'  Association,  said  the  assessment 
would  cost  one  of  the  independent  citrus  fruit  shipping  mem- 
bers of  his  organization  $60,000  on  his  annual  shipments.  He 
contrasted  this  with  the  figure  for  loss  and  damage  on  that 
member's  shipments  for  the  last  year,  which  was  only  $3,000. 
A  questionnaire  sent  out  to  members  in  various  parts  of  the 
country  brought  replies  which  almost  unanimously  demanded 
the  cancellation  of  the  charge,  he  said.  Only  the  banana  ship- 
pers need  the  service  badly,  he  said,  and  it  had  been  their  ex- 
perience that  the  carriers  could  not  be  trusted  to  perform  it 
reliably.  They  had,  therefore,  instituted  a  heater  service  of 
their  own. 

Protests  against  the  cancellation  came  mostly  from  re- 
ceivers, although  shippers  of  potatoes  from  points  north  of  the 
excepted  states  alleged  discrimination  against  their  product  in 
favor  of  shipments  from  other  localities.  J.  P.  Haynes,  of  the 
Sioux  City  Chamber  of  Commerce,  and  C.  W.  Clemens,  traffic 
manager  for  a  wholesale  grocery  house  in  that  city,  said  the 
service  was  a  necessity.  Mr.  Clemens  said  his  firm  had  lost 
15  cars  of  apples  in  the  last  winter  due  to  freezing.  These,  he 
said,  had  been  shipped  from  New  York,  from  which  point  to 
the  Illinois  line  no  heater  service  had  been  in  operation.  He 
said  the  loss  from  freezing  invariably  exceeded  the  amount  of 
damage  allowed,  because  sound  fruits  and  vegetables  taken  from 
a  car,  part  of  the  contents  of  which  had  been  damaged,  could 
not  be  sold  at  the  market  price.  The  cancellation  of  the  charge 
from  certain  territories  would  destroy  the  parity  on  which  the 
various  producing  territories  had  hitherto  operated,  he  said,  and 
the  custom  of  purchasing  according  to  crop  conditions  and  other 
factors  would,  in  a  measure,  be  impaired. 

It  developed  at  the  second  day  of  the  hearing  that  the  only 
reason  the  perishable  freight  committee  had  decided  to  cancel 
out  the  heater  service  on  fruits  and  vegetables  in  Illinois  was 
the  application  of  the  Toledo,  St.  Louis  &  Western,  which  pleaded 
that  it  had  no  heater  equipment,  was  in  reality  an  eastern  line 
and  had  only  a  comparatively  small  part  of  its  total  mileage 
in  the  so-called  heater  district.  Chairman  E.  S.  Briggs  of  the 
perishable  freight  committee  read  a  letter  from  the  Illinois  Cen- 
tral in  which  he  was  asked  to  state  that  that  road  desired  the 
retention  of  the  service  in  Illinois.  He  also  said  that  the  C.  B. 
&  Q.  and  the  C.  &  N.  W.  had  expressed  a  similar  desire;  and 
witnesses  for  the  Santa  Fe  and  the  Union  Pacific,  when  ques- 
tioned at  the  hearing,  admitted  that  they  had  no  objections  to 
the  continuing  of  the  service  in  that  state. 

R.  G.  Phillips,  secretary  of  the  International  Apple  Shippers' 
Association,  and  appearing  for  several  other  produce  shippers' 
organizations  with  a  total  membership  of  over  1,500,  presented 
a  large  number  of  protests  from  representative  shippers.  Most 
of  the  protests,  emanating  from  the  Northwest,  took  exception 
specifically  only  to  that  portion  of  the  rule  which  removed  the 
service  in  Illinois,  although  Mr.  Phillips  made  it  clear  that  his 
organizations  desired  the  retention  of  the  service  from  Califor- 
nia also.  He  said  that  members  who  received  California  citrus 
shipments  state  that  from  8  to  10  per  cent  of  the  shipments 
received  during  the  winter  months  were  frost  damaged. 

The  witness  also  pointed  out  that  in  56  I.  C.  C.  445,  the  deci- 
sion in  the  original  perishable  freight  investigation,  the  Com- 
mission had  urged  the  extension  of  heater  service  throughout 
what  is  generally  known  as  eastern  territory.  It  was  his  con> 
tention  that  heater  service  in  the  winter  months  was  just  as 
much  a  necessity  as  refrigeration  in  summer.  "Just  at  the  pres- 
ent time,"  he  said,  "heater  service  is  more  necessary  than  usual, 
owing  to  the  poor  condition  of  most  of  the  refrigerator  cars." 


FILING  OF   OVERCHARGE   CLAIMS 

The  Traffic  World  Washington  Bureau 

Attorneys  for  the  Railroad  Administration  are  anxious 
that  the  House  of  Representatives  pass  S.  621  (already  passed 
by  the  Senate,  and  pending  in  the  House  committee  on  inter- 
state and  foieign  commerce  for  a  long  time)  extending  the 
time  for  filing  claims  for  overcharges  made  during  federal  con- 
trol. They  do  not  want  to  go  through  another  period  of  con- 
tention such  as  took  place  last  spring  when  the  approach  of 
the  end  of  the  year  allowed  by  Congress  for  filing  such  claims 
brought  a  storm  of. protest  because  John  F.  Finerty,  the  prin- 
cipal law  adviser  of  the  Director-General  in  rate  matters,  held 
that  the  one  year  limitation  applied  to  such  claims.  The  Rail- 
road Administration,  by  means  of  Accounting  Circular  No.  157-B, 
relieved  the  situation  somewhat  by  extending  the  time  for  the 
filing  of  such  claims  to  September  1. 

The  comparatively  near  approach  of  the  extended  date  and 
the  fact  that  the  House  had  not  acted  on  the  bill,  S.  621,  caused 
the  circulation  of  a  report  that  the  Railroad  Administration 
might  make  a  still  farther  extension  of  the  time  for  filing  the 
claims  coming  within  the  terms  of  Accounting  Circular  No.  157-B. 
The  statement  was  authoritatively  made  July  18  that  an  exten- 
sion was  not  in  comtemplation  because  the  passage  of  the  Senate 
bill  had  been  urged  and  was  expected,  so  any  further  relief  by 
action  of  the  Railroad  Administration  would  not  be  necessary, 
even  if  it  were  admitted  that  it  could  extend  the  time  without 
raising  questions. 

The  lawyers  for  the  Railroad  Administration  have  also 
taken  up  with  Joseph  H.  Beek,  executive  secretary  of  the  Na- 
tional Industrial  Traffic  League,  the  advisability  of  procuring  a 
change  in  the  law  which  now  gives  shippers  only  two  years 
from  the  end  of  federal  control  in  which  to  file  suits  for  the 
enforcement  of  orders  of  reparation  which  the  Director-General 
may  decline  to  pay  because  he  disagrees  with  the  judgment  of 
the  Commission.  An  extension  of  that  two-year  period  is  de- 
sirable, if  not  absolutely  necessary  in  the  interest  of  decency, 
because  it  is  altogether  probable  that  the  Commission  will  not 
pass  on  cases  in  which  reparation  is  demanded  for  unreason- 
able rates  exacted  during  federal  control  before  the  expiration 
of  the  two-year  period.  If  the  law  were  changed  to  read  within 
one  or  two  years  after  the  award  of  reparation  was  made,  the 
difficulty  would  be  obviated. 

Congress  desired  to  get  rid  of  all  memory  of  federal  con- 
trol as  soon  as  possible.  Therefore  it  made  short  periods  of 
grace  in  which  things  looking  toward  that  end  might  be  done. 
It  acted,  however,  without  taking  into  consideration  that  the 
man  who  claims  reparation  on  account  of  unreasonable  rates 
during  federal  control  might  file  his  claim  in  ample  time  but 
that  the  Commission  might  not  act  in  time  to  enable  him  to 
go  to  a  court  for  the  enforcement  of  an  award,  if  the  time  dur- 
ing which  the  right  to  appeal  to  a  court  ran  for  only  two  years 
after  the  end  of  control. 

The  House  committee  will  not  take  up  Senate  Bill  No.  621 
until  after  it  has  concluded  hearings  on  the  maternity  bill  now 
in  progress.  It  was  expected  these  hearings  would  be  completed 
this  week. 

The  bill,  which  was  introduced  originally  by  Senator  Fletcher, 
of  Florida,  and  passed  by  the  Senate  early  in  June,  has  been 
pending  before  the  House  committee  since  June  11.  The  measure 
passed  the  Senate  without  opposition  and  it  was  expected  that 
it  would  be  quickly  reported  out  by  the  House  committee. 

Chairman  Winslow,  of  the  committee,  when  asked  about  the 
bill,  said  it  was  simply  a  case  of  the  committee  not  having 
reached  consideration  thereof  and  that  there  was  no  other  reason 
for  it  being  held  up. 


RATES   ON   AGRICULTURAL   PRODUCTS 

The  Traffic   World   Washington  Bureiit 

Freight  charges  on  agricultural  products  were  attacked  last 
week  by  representatives  of  farm  organizations  before  the  joint 
agricultural  inquiry  commission  established  by  congressional 
resolution  to  inquire  into  the  agricultural  situation  with  a  view 
to  making  recommendations  for  relief. 

C.  S.  Barrett,  chairman  of  the  National  Board  of  Farm  Or- 
ganizations and  president  of  the  National  Farmers'  Union,  said: 
"Systems  of  distribution,  systems  of  finance,  systems  of  trans- 
portation and  practically  all  systems  which  serve,  or  pretend 
to  serve,  the  public  have  exacted  enormous  tolls  from  the  farm- 
ers and  have  further  increased  these  tolls  to  their  customers." 

Charles  A.  Lyman,  secretary  of  the  National  Board  of  Farm 
Organizations,  said  witnesses  would  be  put  on  to  "show  the 
evils  existing  in  excessive  freight  rates,  their  demoralizing  effect 
on  production  and  distribution,  the  special  privilpges  granted 
the  railroads,  and  the  remedies  which  can  be  applied." 

Smith  W.  Brookhart  of  Washington,  la.,  attacked  the  "un- 
reasonable rise  in  railroad  rates." 

"The  rise  in  freight  rates  as  farm  prices  fall  is  a  flagrant 
extortion,"  said  he.  "It  is  caused  by  a  cost-plus  guaranty  law 
that  puts  a  premium  upon  waste,  extravagance  and  mismanage- 
ment. A  unified  government  control  under  the  management  of 
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honest  ;iml  eompi 'i> 'lit  men  would  reduce  costs  of  transportation 
in  vast  amounts.  Another  subject  that  needs  the  Immediate 

nt ion  of  this  committee  and  of  Congress  is  the  gigantic 
claims  of  tin-  railroads  for  umlermulntenanee  during  government 

'atlon.  A  fair  investigation  will  show  that  the  government 
inereasrd  ilu'  maintenance  and,  in  fact,  paid  large  sums  that 
should  properly  have  been  charged  to  additions  and  betterments." 

Mr.  Brookhart  charged  that  the  railroads  were  attempting 
"to  grab  H n  extra  billion  and  a  half  dollars  mainly  at  the  ex- 
pense of  the  farmers." 

"I  will  also  call  attention  to  the  fact  that  the  railroads  now 
ha\e  a  surplus  of  1,200  to  1,500  million  dollars  which  the  people 
have  paid  to  them  for  the  purpose  of  paying  deficits  and  tiding 
over  li  an  years,"  said  he.  "They  never  use  this  money  for  that 
purpose,  but  treat  it  as  a  bonus  or  gift.  In  this  way  the  people 
have  built  the  railroads  principally  for  8,000  millionaires  in 
New  York." 

John  A.  McSparren,  master  of  the  Penn  State  Grange,  said 
tin-  hinh  freight  rates  and  the  situation  in  which  the  railroads 
find  themselves  was  due  to  inefficiency  on  the  part  of  railway  ex- 
ecutives. 

Representative  Anderson  of  Minnesota,  chairman  of  the  joint 
congressional  commission,  said  the  inquiry  thus  far  had  estab- 
lished that  freight  rates  on  agricultural  products  must  be  reduced. 

"The  only  question  in  my  mind  is  whether  lowering  of 
freight  rates  should  precede  general  economic  adjustment  or 
whether  general  economic  adjustment  should  come  before  the 
freight  rates  are  lowered,"  said  he.  "It  is  certain  if  agriculture 
is  to  experience  a,ny  real  relief  that  the  railroads  must  i£thic£. 
their  carrying  charges." 

LUMBER  CASES   REOPENED 

The  Traffic  World   Washington  Bureau 

Apparently  on  its  own  initiative,  and  at  least  without  any 
indication  as  to  why,  the  Commission  has  reopened  No.  6490 
Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  Southern  Pacific,  Director- 
General,  et  al.,  and  No.  8819,  West  Coast  Lumbermen's  As- 
sociation et  al.  vs.  Boston  &  Albany  R.  R.  Co.  et  al.  It  has 
also  consolidated  the  two  cases  and  whatever  further  proceed- 
ings there  may  be  will  be  on  the  two  cases  jointly.  In  announc- 
ing the  reopening  and  consolidation  to  attorneys  in  the  Anson, 
Gilkey  &  Kurd  case,  Chief  Examiner  Quirk  asked  them  whether 
it  would  be  satisfactory  to  have  all  the  hearings  in  both  cases 
take  place  at  Portland,  Oreg. 

The  first  mentioned  case  has  to  do  with  the  relationship  of 
rates  on  lumber  and  other  forest  products,  on  the  one  hand, 
and  sash,  door,  blinds  and  other  mill  work,  on  the  other, 
from  the  Pacific  Coast  to  destinations  in  Central  Freight  Asso- 
ciation and  Trunk  Line  territories.  And  the  other  case  raises 
much  the  same  question  with  regard  to  rates  into  New  England. 
The  Anson,  Gilkey  &  Kurd  case  was  begun  in  the  early  part 
of  1914  and  has  passed  through  a  series  of  reports  by  the 
Commission,  having  been  reopened,  reheard  and  reargued 
several  times.  The  last  action  prior  to  this  reopening  and 
consolidation  in  the  case  was  the  oral  argument  on  October 
8,  1920.  Twenty-one  manufacturers  of  sash  and  doors,  with  plants 
in  Wisconsin,  Iowa  and  Illinois,  were  parties  to  the  case  when 
the  original  decision  was  made  on  March  8,  1915.  In  that 
decision  the  Commission  held  that  the  rates  were  not  unreason- 
able but  that  the  complainants  had  shown  there  was  unjust 
discrimination  with  respect  to  the  classification  of  lumber  and 
lumber  products,  especially  sash  and  doors,  in  the  various 
territories  here  involved.  The  Commission  found  that  it  was 
unjustly  discriminatory  against  manufacturers  in  the  Missis- 
sippi Valley  for  the  trans-continental  carriers  to  maintain  the 
same  rates  on  lumber  and  sash  and  doors  from  the  Pacific 
coast  to  destinations  east  of  the  Mississippi  river  while  join- 
ing in  rates  from  Chicago  rate  territory  which  were  the  same 
as  from  Mississippi  River  points  in  most  instances  to  the 
east  which  were  3  cents  higher  on  sash  and  doors  than  on 
lumber.  They  were  ordered  to  remove  the  unjust  discrimi- 
nation. 

Before  the  issues  raised  by  the  complaint  were  disposed  of 
the  Commission  instituted  a  general  investigation  into  the 
classification  of  lumber  and  lumber  products. 

While  the  record  is  silent  as  to  why  the  Commission  re- 
opened No.  6490  and  No.  8819,  attorneys  for  the  complainants 
know  that  the  Commission  was  dissatisfied  with  the  limitation 
placed  on  the  scope  of  the  last  rehearing.  They  protested  against 
that  limitation  when  Examiner  Barclay  announced  it,  but  the 
division  then  handling  the  case  sustained  Barclay.  In  confer- 
ence, a  majority  of  the  commissioners  disagreed  with  the  division 
that  set  that  limit  and  ordered  a  reopening  of  the  whole  subject, 
as  desired  by  the  complainants. 


FORD  REDUCED  RATE  TARIFFS 

The  Traffic  World   Washington  Bureau 

Three  D.  T.  &  I.  tariffs  making  a  20  per  cent  reduction  In 
rates  on  roadmaking  and  building  materials,  including  brick 
but  not  cement,  reached  the  public  files  of  the  Commission  July 
21,  effective  August  20.  No  protests  have  been  received  against 
the  Ford  tariffs  making  decreases  in  class  and  commodity  rates, 
but  a  fight  against  them  would  not  be  surprising. 

TRANSCONTINENTAL  WOOL  RATES 

The  Traffic  World   Washington  Bureau 

Applications  have  been  made  by  the  transcontinental  car- 
riers for  permission  to  increase  the  spread  In  rates  on  wool, 
in  bales  or  sacks,  at  intermediate  points.  The  desire  Is  to  de- 
crease the  rates  from  the  Pacific  coast  terminals  to  eastern  des- 
tinations without  reducing  the  rates  at  intermediate  points. 

Fourth  section  relief  on  wool  has  been  in  existence  since 
1913  when,  under  a  report  made  by  C.  A.  Prouty,  then  a  com- 
missioner, the  Commission  reached  the  conclusion  that  the 
transcontinental  railroads  should  be  allowed  to  meet  the  compe- 
tition via  the  rail-and-water  routes  without  flattening  the  rates 
at  the  intermediate  points  of  origin.  That  permission  continued 
even  after  the  report  in  the  Spokane  case,  when  relief  on  every 
other  commodity  was  denied,  because  competition  by  water  had 
disappeared.  The  applications  are:  11996,  filed  by  Countiss; 
12012,  filed  by  the  Union  Pacific;  12017,  by  the  Great  Northern: 
and  12018,  by  the  Northern  Pacific. 

The  Commission  has  arranged  to  have  hearings  on  them  in 
the  west,  in  August,  before  Commissioner  Aitchison  and  Ex- 
aminer Beach,  of  Commissioner  Aitchison's  staff.  The  hearings 
begin  at  Boise,  Ida.,  August  1,  and  end  at  Spokane  August  13. 

Applications  Nos.  345  and  349,  made  by  Countiss  years  ago, 
have  been  reopened  and  testimony  will  relate  to  the  original 
and  the  most  recent  applications.  The  latter  are  based  on  the 
allegation  that  competition  through  the  Canal  has  increased 
to  such  an  extent  that  the  carriers  by  water  are  taking  a  larger 
percentage  of  the  wool  than  ever  before,  so  that  if  the  carriers 
by  railroads  are  to  retain  any  of  the  business  they  will  have  to 
cut  their  rates  between  the  terminals.  At  present  the  rate  on 
wool,  in  the  grease,  in  bales  or  in  sacks,  from  Portland,  Ore., 
to  Boston,  is  ?1.665.  The  carriers  desire  to  reduce  that  com- 
paratively low  rate  to  $1.35.  The  intermediate  rate  at  Adair, 
Ida.,  is  '$3.055  and  at  Nevada  points  $3.75. 

The  proposed  rate  on  scoured  wool  is  $1.75.  At  some  inter- 
mediate points  the  rate  on  scoured  wool  is  as  high  as  $5.025, 

Senator  Smoot  and  other  congressmen  from  the  inter-moun- 
tain country,  in  the  course  of  the  consideration  of  the  Esch- 
Cummins  bill,  raised  the  question  about  fourth  section  violations. 
Chairman  Clark  said  the  only  fourth  section  departures  were 
on  wool  and  promised  that  the  Commission  would  look  into  that 
matter.  If  the  Commission  took  up  the  subject  nothing  ever 
came  of  it,  the  Commission  leaving  its  orders  on  the  subject 
stand. 

The  hearings  to  be  held  by  Commissioner  Aitchison  and 
Examiner  Beach  will  be  as  follows:  On  August  1,  1921,  at 
9:30  o'clock,  a.  m.,  at  Boise,  Ida.,  in  the  United  States  Court 
Rooms;  on  August  4,  1921,  at  9:30  o'clock  a.  m.,  at  Salt  Lake 
City,  Utah,  in  the  United  States  Court  Rooms;  on  August 
6,  1921,  at  11  o'clock,  a.  m.,  at  Los  Angeles,  Cal.,  in  the  United 
States  Court  Rooms;  on  August  9,  1921,  at  10  o'clock,  a.  m.; 
at  San  Francisco,  Cal.,  in  Room  237,  Merchants  Exchange;  on 
August  11,  1921,  at  10  o'clock,  a.  m.;  at  Portland,  Ore.,  in  Mult- 
nomah  County  Court  House,  and  on  August  13,  1921,  at  10 
o'clock,  a.  m.,  at  Spokane,  Wash.,  in  the  United  States  Court 
Rooms. 


DALLAS    UNION   TERMINAL   NOTES 

The  Commission  has  authorized  the  Union  Terminal  Com- 
pany of  Dallas,  Tex.,  to  extend,  for  one  year,  from  October  10, 
1921,  $550,000.01  worth  of  its  5  per  cent  unsecured  notes,  which 
have  been  running  since  1917,  by  means  of  annual  renewals,  at 
6  per  cent. 


NEEDS  OF  MOTOR  TRANSPORTATION 

The  Traffic  World  Washington  Bureau 

"The  great  unsolved  problem  confronting  this  adminis- 
tration is  that  of  transportation,"  said  Representative  Hawes 
of  Missouri,  in  the  House  July  19  in  opposing  imposition  of  a 
duty  on  oil  and  asphalt.  "It  is  apparent  to  everyone  that  the 
railroads  must  be  assisted  either  directly  by  the  government 
or  by  a  loan,  or  the  big  systems  of  the  country  will  soon  be 
placed  in  bankruptcy  and  certainly  in  the  hands  of  receivers. 

"The  only  practical  supplement  of  transportation  by  rail  is 
transportation  by  highway,  and  this  Congress  will  soon  be 
called  upon  to  pass  appropriations  for  a  4-year  highway  building 
program  of  $400,000,000.  If  we  add  to  this  the  assistance 
which  must  be  given  the  railroads,  we  find  that  we  are  facing 
a  national  investment  in  transportation  by  land  of  approxi- 
mately $1,000,000,000." 

Mr.  Hawes  said,  therefore,  that  It  was  not  good  patriotism, 
not  good  business,  and  not  even  common  sense  to  increase  the 
cost  of  oil  and  asphalt  which  he  said  were  so  essential  in  the 
development  of  motor  transportation,  by  imposition  of  duties 
on  those  commodities. 

The  house  setting  as  the  committee  of  the  whole  voted 
against  a  duty  on  oil  but  for  a  duty  on  asphalt. 
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CAR  LOCATION  FIGURES 

The  Traffic   World   Washington  Bureau 

The  percentage  of  home  cars  on  home  roads  (Class  1  roads) 
on  July  1  was  73.3  per  cent,  according  to  a  statement  issued 
by  the  car  service  division  of  the  American  Railway  Association. 
On  June  15  the  percentage  was  73.1  and  on  June  1,  72.9.  On 
March  1,  1920,  when  federal  control  was  terminated,  only  21.9 
per  cent  of  home  cars  were  on  home  roads. 

The  percentage  of  freight  cars  on  line  to  ownership  as  of 
July  1  were  as  follows:  Eastern  district,  98.3  as  against  104.4 
a  year  ago;  Allegheny  district,  99.8  as  against  104.5  a  year  ago; 
Pocahontas  district,  94.8  as  against  70.7  a  year  ago;  Southern 
district,  96.5  as  against  92.3  a  year  ago;  Western  district,  98.5 
as  against  97.6  a  year  ago;  all  districts,  98.3  as  against  98.9  a 
year  ago;  Canadian  roads,  96.5  as  against  91.2  a  year  ago. 

CARS  IN  BAD  ORDER 

The  Traffic  World   Washington  Bureau 

The  percentage  of  oad  order  cars  increased  from  15.1  per 
cent,  June  15,  to  15.4  per  cent  July  1,  according  to  the  semi- 
monthly statement  of  revenue  freight  cars  in  bad  order  on  Class 
1  roads  issued  by  the  car  service  division  of  the  American  Rail- 
way Association.  The  number  of  bad  order  cars  as  of  July  1 
was  354,611,  out  of  a  total  number  of  cars  on  line  of  2,300,155. 
The  number  of  box  cars  in  bad  order  was  180,544,  or  17.4 
per  cent  of  cars  on  line,  as  against  17.1  per  cent  on  June  15. 
Bad  order  gondolas  totaled  138,144,  or  14.1  per  cent  of  the  total 
on  line,  as  against  13.7  per  cent  on  June  15. 

With  a  daily  average  surplus  of  approximately  370,000  cars, 
there  are  over  700,000  idle  freight  cars  on  Class  1  roads,  out  of 
a  total  of  2,300,000  cars  on  line. 

CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  in  the  period  July 
1  to  8,  inclusive,  was  369,525  cars  as  compared  with  373,791  cars 
in  the  preceding  week,  according  to  compilations  from  carriers' 
reports  made  by  the  car  service  division  of  the  American  Rail- 
way Association. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  133,904;  ventilated  box,  2,783;  auto  and  furniture, 
8,525;  flat,  13,728;  gondola,  114,134;  hopper,  47,472;  .all  coal, 
161,606;  coke,  11,643;  S.  D.  stock,  16,542;  D.  D.  stock,  679;  re- 
frigerator, 10,674;  tank,  842;  miscellaneous,  8,699. 

The  average  daily  shortage  was  398  cars,  made  up  of  the 
following  classes  of  equipment:  Box,  318;  flat,  21;  gondola,  13; 
hopper,  23;  S.  D.  stock,  12;  D.  D.  stock,  11. 

REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

Owing  to  the  Fourth  of  July  holiday,  loading  of  revenue 
freight  dropped  to  639,698  cars  in  the  week  ended  July  9  as  com- 
pared with  774,808  cars  in  the  preceding  week,  according  to 
the  weekly  report  of  the  car  service  division  of  the  American 
Railway  Association.  In  the  corresponding  weeks  of  1920  and 
1919  the  loadings  totaled  796,191  and  809,845  cars,  respectively. 
With  practically  no  loading  on  the  Fourth  no  fair  comparison 
of  the  loading  of  commodities  in  the  preceding  week  is  possible. 

The  loading  by  districts  in  the  week  ended  July  9  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  5,765  and  5,020; 
live  stock,  2,163  and  2,046;  coal,  34,518  and  51,115;  coke,  636 
and  2,737;  forest  products,  3,717  and  6,907;  ore,  2,029  and  9,053; 
merchandise  L.  C.  L.,  47,719  and  22,132;  miscellaneous,  56,782 
and  91,052;  total,  1921,  153,329;  1920,  190,062;  1919,  203,829. 

Allegheny  district:  Grain  and  grain  products,  2,591  and 
2,457;  live  stock,  2,564  and  3,037;  coal,  38,361  and  50,328;  coke, 
1,991  and  4,681;  forest  products,  1,848  and  3,074;  ore,  6,018  and 
9,997;  merchandise,  L.  C.  L..,  37,889  and  32,820;  miscellaneous, 
40,313  and  56,582;  total,  1921,  131,575;  1920,  162,976;  1919, 
181,203. 

Pocahontas  district:  Grain  and  grain  products,  152  and  107; 
live  stock,  190  and  121;  coal,  17,510  and  20,774;  coke,  16  and 
687;  forest  products,  1,129  and  1,665;  ore,  11  and  134;  mer- 
chandise, L.  C.  L.,  2,234  and  93;  miscellaneous,  4,162  and  7,980; 
total,  1921,  25,404;  1920,  31,561;  1919,  38,889. 

Southern  district:  Grain  and  grain  products,  2,835  and 
2,967;  live  stock,  1,895  and  2,291;  coal,  16,470  and  26,308;  coke, 
386  and  165;  forest  products,  11,976  and  15,011;  ore,  302  and 
2,519;  merchandise,  L.  C.  L.,  29,740  and  24,925;  miscellaneous, 
32,130  and  42,992;  total,  1921,  95,734;  1920,  117,178;  1919,  109,261. 

Northwestern  district:  Grain  and  grain  products,  6,995  and 
7,991;  live  stock,  5,623  and  5,328;  coal,  5,075  and  9,137;  coke, 
511  and  1,151;  forest  products,  7,387  and  8,704;  ore,  16,639  and 
41,925;  merchandise,  L.  C.  L.,  23,830  and  18,965;  miscellaneous, 
25,525  and  39,051;  total,  1921,  91,585;  1920,  132,252;  1919,  134,783. 

Central  Western  district:  Grain  and  grain  products,  13,016 
and  7,745;  live  stock,  6,972  and  6,842;  coal,  11,653  and  20,277; 
coke,  143  and  403;  forest  products,  3,259  and  4,375;  ore,  412  and 


4294-    merchandise,  L.  C.  L.,  26,113  and   28,209;    miscellaneous, 
29,641  and  34,494;  total,  1921,  91,209;   1920,  106,639;   1919,  98,160. 

Southwestern  district:  Grain  and  grain  products,  6,661  and 
3,506;  live  stock,  1,660  and  2,232;  coal,  2,744  and  6,188;  coke, 
147  and  103;  forest  products,  5,040  and  6,275;  ore,  901  and  642; 
merchandise,  L/C.  L.,  13,133  and  14,253;  miscellaneous,  20,576 
and  22,324;  total,  1921,  50,862;  1920,  55,523;  1919,  43,720. 

Total,  all  roads:  Grain  and  grain  products,  38,015  and  29,793; 
live  stock,  21,067  and  21,897;  coal,  126,331  and  184,127;  coke, 
3,830  and  9,927;  forest  products,  34,356  and  46,011;  ore,  26,312 
and  68,564;  merchandise,  L.  C.  L.,  180,658  and  141,397;  miscel- 
laneous, 209,129  and  294,475;  total,  1921,  639,698;  1920,  796.191; 
1919,  809,845. 

L.  C.  L,.  merchandise  Lading  figures  for  1021  and  1020  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  L.  C.  L,. 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison. 


CAR  SUPPLY  CONDITIONS 

The  Traffic  World  Washington  Bureau 

The  supply  of  freight  cars  in  excess  of  requirements  is  de- 
creasing as  the  demand  for  various  classes  of  equipment  is  in- 
creasing, W.  L.  Barnes,  executive  manager  of  the  car  service  di- 
vision of  the  American  Railway  Association,  said  in  his  sum- 
mary of  general  conditions  as  of  July  13,  issued  July  15.  The 
summary  follows: 

Box  Cars:  The  supply  of  box  cars  In  excess  of  requirements  con- 
tinues to  decrease.  This  is  largely  influenced  by  a  brisk  demand  for 
grain  cars  in  the  west  where  shortages  have  developed  on  several 
roads.  Special  attention  must  be  given  to  keeping  Class  "A"  box 
cars  out  of  rough  freight  service  as  the  demand  is  increasing  rapidly 
for  cars  suitable  for  grain,  flour,  cement,  sugar,  etc.  It  is  very  im- 
portant to  continue  returning  promptly  to  home  roads  cars  belonging 
to  grain  loading  lines. 

Auto  Cars:  Some  improvement  in  the  demand  for  automobile 
equipment.  Cars  of  this  type  should  be  worked  home  or  disposed  of 
to  loading  territory  as  requirements  may  necessitate. 

Ventilated  Box  Cars:  Heavy  loading  of  perishable  products  con- 
tinues in  the  South.  Extremely  important  that  ventilated  cars  be 
returned  promptly  to  the  owners,  and  not  used  for  dead  freight 
except  in  the  direction  of  the  empty  movement. 

Stock  Cars:  Supply  of  stock  cars  in  excess  of  requirements  is  de- 
creasing, with  increased  demands  for  live  stock  and  watermelon 
loading. 

Refrigerator  Cars:  There  continues  to  be  an  active  demand  for 
refrigerator  cars,  particulaly  in  the  southern,  southwestern  and  Cali- 
fornia fruit  districts,  as  well  as  throughout  the  middle  west  for  dairy 
loading.  Full  car  supply  is  being  maintained,  but  it  is  important  that 
the  bad  order  refrigerators  be  conditioned  as  promptly  as  possible 
so  they  will  be  available  for  service.  Prospective  demands  in  other 
fruit  and  vegetable  producing  sections,  including  Colorado  and  the 
northwest,  such  that  we  will  soon  need  every  refrigerator  that  can 
be  made  available. 

Open  Top  Cars:  Bituminous  coal  production  during  the  month 
of  June  averaged  about  7,700,000  tons  per  week.  The  number  of  surplus 
coal  cars  continues  to  show  a  reduction.  The  surplus  as  of  June  15 
1921,  was  161,340,  compared  with  167.202  May  31.  The  relocation  of 
open  top  cars  to  owning  lines  should  continue  in  accordance  with 
Car  Service  Rules. 

Flat  Cars:  Requirements  for  flat  car  loading  are  being  satis- 
factorily protected.  Any  surplus  should  be  disposed  of  in  accordance 
with  Car  Service  Rules. 


REVISION  OF  TARIFF  RULES. 

The  Traffic  World  Washington  Bureau 

Shippers  who  do  not  like  the  form  of  tariff  publication  pre- 
scribed by  the  Commission  in  Tariff  Circular  18-A  are  invited 
to  a  conference  August  2  and  3,  when  representatives  of  the 
Commission's  traffic  bureau  will  consider  a  revision  of  the  rules 
relating  to  freight  tariffs.  They  will  listen  to  suggestions  with 
regard  to  passenger  tariffs  August  4.  Director  Hardie,  George 
Crosland  and  L.  C.  Hanson  will  probably  preside  at  various 
phases  of  the  conference. 

The  primary  objects  of  the  conferences  are  to  liberalize  the 
rules  with  regard  to  the  number  of  supplements  that  may  be 
filed,  and  the  clarification  of  the  rules  that  have  been  in  dispute, 
of  which  there  are  a  number. 

The  tariff  men- of  the  railroads  will  be  present  because, 
primarily,  tariff  publication  is  their  concern.  But  shippers  may 
also  have  ideas  on  the  subject,  and  such  as  have  are  invited  to 
attend.  The  meetings  will  be  held  at  the  Commission  office. 


ABANDONMENT  OF  GREAT  NORTHERN  BRANCH 
The  Great  Northern  Railway  has  applied  to  the  Com- 
mission for  authority  to  abandon  7.49  miles  of  a  branch 
line  in  Stevens  county,  Washington.  The  branch  has  been  op- 
erated at  a  loss  and  the  territory  adjacent  thereto  produces  little 
or  no  traffic  aside  from  ore,  the  company  states.  The  line  ex- 
tends from  Northport,  Wash.,  to  a  point  near  the  international 
boundary  line  between  the  United  States  and  Canada. 


NORFOLK  &  PORTSMOUTH  BELT  NOTE 

Authority  has  been  granted  by  the  Commission  to  the  Nor- 
folk &  Portsmouth  Belt  Line  Railroad  Co.  to  issue  under  date 
of  July  16,  1921,  a  one-year  6%  per  cent  promissory  note  for 
$125,000  to  the  Norfolk  National  Bank  of  Norfolk,  Va.,  in  re- 
newal of  a  promissory  note  of  $150,000,  reduced  by  $25,000. 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANC 
•nd  THE  TRAFFIC  WORLD  18  the  logical  medium  for  ffettlnx  th- 
men  and  the  positions  In  touch  with  each  other.  The  rates  fo 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.90  pet 
line:  minimum  charge.  $3.00;  succeeding  Insertions,  per  line,  60c:  1( 
words  to  the  line:  numbers  and  abbreviations  counted  as  word* 
I  point  type:  payable  In  advance.  Answers  to  keyed  advertisement! 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb« 
TRAFFIC  WORLD.  418  South  Market  Street,  Chicago.  111. 

•"POSITION     WANTED — With    Short    Une    or    Industrial,    by    ac^ 

I'cumt.-mi    MTU!   tniilii-  MI.-III.      Kx|»-i'i>'">''-'l   mtliiK,  claims,  statistics,  cost, 

It,   clislmi  srim  iits.   books,   agents,   executive.      Location   Immaterial. 

Let  me  KIN-    y»u   detail,   references.     Address   PKP-11,   Traffic  World, 

I  BO. 

WANTED — Position  as  Trafllo  Manager  or  Assistant  with  manu- 
r:irtm-liiK  or  commercial  organization  by  man  of  executive  ability. 
Klevrii  years'  experience,  both  railway  and  industrial;  familiar  with 
rotes  in  all  territories:  eiipahlr  of  handling  all  matters  pertaining  to 
transportation.  Address  ('.  K.  10.  371.  Traffic  World,  Chicago. 

WANTED — If  you  know  some  one  or  several  phases  of  traffic  and 
transportation.  |.:>!-ti<-nhirly  principles  of  freight  rate  construction, 
and  can  impart  ymir  trrlmical  knowledge  to  others  by  writing  in  sim- 
ple straightforward  language,  we  want  to  use  as  much  of  your  time 
as  you  ean  give  us.  Our  work  requires  a  practical  traffic  executive 
of  recognized  standing  in  the  profession  who  has  written  on  traffic 
siilijn-ts  for  publication.  State  fully  your  qualifications,  your  ex- 
perience anil  training  in  traffic  work,  and  submit  references  to  or 
sample  of  your  articles  or  treatise.  Address  A.  S.  A.  375,  care  Traffic 
Wurld,  Chicago. 

WANTED— 1 
Smith 

Btlll    g 

Chicago. 


WANTED — Young  man  stenographer  with  some  knowledge  of 
iwestern  rates  for  traffic  organization.  Excellent  opportunity 
rood  salary  to  right  party.  Address  D.  A.  M.  373,  Traffic  World, 

go. 


TRAFFIC  WORK  WANTED— Traffic  Man,  well  posted  and 
equipped,  can  take  on  entire  traffic  work  of  one  more  firm  In  Central 
West  very  reasonable,  as  side  line.  Get  my  proposition.  Address 
"Work,"  care  of  Traffic  World.  Chicago. 

TARIFFS  —  CLASSIFICATIONS—  EXCEPTIONS  WANTED— All 
kinds,  particularly  Iceland's.  Davis',  Kelly's,  Speiden's,  etc.  Interstate 
Traffic  Co..  1314%  Main  St..  Dallas.  Texas.  i 

FOR  SALE — Several  carloads  of  first-class  No.  1  oak,  6x8-8  feet, 
railroad  crossties  for  immediate  shipment.  L.  E.  Pearson,  Edwards- 
hurer.  Mlrh. 

"WANTED — Attention.  General  Manager:  Kindly  read  PEP-11, 
above. 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agenti  Earn  Line,  Bullitt  Building 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


NEW  ORLEANS-EUROPE 


Corunni,  Plymouth,  Bolognc  S/M 
•nd  Amsterdam  ria  Veri  Cruz  and 

HiTini 

Sailing  from  Now  OrUana 

8.  S.  Holland!* August  19th 

S.  S.  Friiia September  16th 

S.  S.  Holland!* October  28th 

Flrat,  >«cond  and  third  claaa 

Sailing!  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC.,  Afente, 

(30  Common  Street,     Now  Orleans,  La. 


V 


D  t  ii  rkDrkim  a">Al»G  cause  the  loss  of  many  hard 
DAlt  UKJUE.K  C/%Ka  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

mjrwT/ivv   •*••?   '•rare    w  f\cc    can   be  saved  by  the   use  of 
MUCH    Ur     I  HIS   1AJ99    Kennedy  Car  Liners.     These 
car  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

W  IT **J V  IT II V  CVCTTH/I  °'  car  "ners  prevent  leakage 
n r,ni roiiUm  SialtlVl  jn  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 

««rm-<  •iifAU'17  Kennedy  Car  Liners  for  all  cases  of  bad 
*w  Ij  I" AlMj  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

tx/II  m  1/iTiTT  IWrkT  Sive  us  an  opportunity  to  submit 
WILL  XfJU  nUl  fun  details  of  our  system  and  the 
lo-w  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer*,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitofi.ld  Sammi. 


Phone   Main   Hit 


417  SOUTHERN  BUILDING 


Railroad  Accounting  Service 

Valuations- 
Cost  Statistics 

Systems  for  Accounting  Officer 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE  ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  A  ppointrxmi— Special  Accountants,  American  Short  Lint  Railroad  Asm 
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RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

In  a  summary  of  operating  revenues  and  expenses  for  May 
and  the  five  months  ended  with  May,  covering  203  class  I  roads, 
including  16  switching  and  terminal  companies,  prepared  by  the 
Commission's  bureau  of  statistics,  the  operating  revenue  for 
May,  1921,  was  shown  to  have  been  $444,875,089,  compared  with 
1457,559,065  for  May,  1920;  expenses  were  $380,041,234  in  May, 
1921,  compared  with  $437,829,758  in  the  corresponding  month  of 
the  preceding  year,  and  the  net  railway  operating  income  was 
$37,080,654,  compared  with  a  deficit  of  $5,429,769  in  May,  1920. 
The  operating  ratio  fell  from  95.69  in  May,  1920,  to  85.43  in  May, 
1921. 

In  the  eastern  district  the  revenue  was  $203,875,221,  com- 
pared with  $200,924,509  in  May,  1920;  expenses  were  $173,796,- 
726  in  May,  1921,  compared  with  $204,233,722  in  May,  1920.  The 
net  railway  operating  income  was  $17,638,313,  compared  with 
a  deficit  of  $14,156,770  in  May,  1920.  The  operating  ratio  fell 
from  101.65  in  May,  1920,  to  85.25  in  May,  1921. 

In  the  Pocahontas  region  the  revenue  was  $17,556,338,  com- 
pared with  $14,912,812  in  May,  1920;  expenses  were  $13,369,135, 
compared  with  $12,917,979  in  May,  1920.  The  net  railway  oper- 
ating income  was  $3,390,255,  compared  with  $2,191,687  in  May, 
1920.  The  operating  ratio  fell  from  86.62  in  May,  1920,  to  76.15 
in  May,  1921. 

In  the  southern  district  the  revenue  was  $54,824,233,  com- 
pared with  $58,931,972  in  May,  1920;  expenses,  $49,601,744,  com- 
pared with  $54,265,474  in  May,  1920.  The  net  railway  operating 
income,  $2,002,227,  compared  with  $2,013,206.  The  operating 
ratio  fell  from  92.08  in  May,  1920,  to  90.47  in  May,  1921. 

In  the  western  district  the  revenue  was  $168,619,297  com- 
pared with  $182,789,772  in  May,  1920;  expenses  were  $143,273,629, 
compared  with  $166,412,583  in  May,  1920.  The  net  railway  op- 
erating income  was  $14,049,859,  compared  with  $4,522,108,  and 
the  operating  ratio  decreased  from  91.04  in  May,  1920,  to  84.97. 
in  May,  1921. 

In  the  five  months  ending  with  May  the  revenue  was  $2,- 
214,953,596,  compared  with  $2,246,414,121  in  the  first  five  months 
of  1920;  expenses  were  $1,984,693,193,  compared  with  $2,090,- 
902,297  in  the  corresponding  period  of  1920.  The  net  railway 
operating  income  was  $90,332,121,  compared  with  $26,400,110. 
The  operating  ratio  fell  from  93.08  in  the  first  five  months  of 
1920  to  89.60  in  the  corresponding  period  of  1921. 

In  the  eastern  district  the  revenue  was  $1,003,453,462,  com- 
pared with  $961,442,092  in  the  first  five  months  of  1920;  expenses 
were  $915,334,885,  compared  with  $971,957,602  in  the  first  five 
months  of  1920.  The  net  railway  operating  income  was  $28,- 
254,798,  compared  with  a  deficit  of  $62,120,294  in  the  correspond- 
ing period  of  1920.  The  operating  ratio  fell  from  101.09  in  the 
first  five  months  of  1920  to  91.22  in  the  same  period  of  1921. 
In  the  Pocahontas  region  the  revenue  was  $77,657,027,  com- 
pared with  $74,798,111  in  the  first  five  months  of  1920;  expenses 
were  $65,295,927,  compared  with  $65,084,832  in  the  corresponding 
period  of  1920.  The  net  railway  operating  income  was  $8,785,- 
525,  compared  with  $9,081,801  in  the  first  five  months  of  1920. 
The  operating  ratio  fell  from  87.01  in  the  first  five  months  of 
1920  to  84.08  in  the  first  five  months  of  1921. 

In  the  western  district  the  revenue  was  $845,349,678,  com- 
pared with  $905,488,885  in  the  corresponding  five  months  of 
1920;  expenses  were  $743,161,353,  compared  with  $789,102,236  in 
the  first  five  months  of  1920.  The  net  railway  operating  income 
was  $41,920,241,  compared  with  $53,416,158  in  the  first  flve  months 
of  1920.  The  operating  ratio  increased  from  87.15  in  the  first 
flve  months  of  1920  to  87.91  in  the  corresponding  flve  months  of 
1921. 


PAYMENTS  TO  CARRIERS 

In  the  period  from  July  1,  1919,  to  June  30,  1921,  the  gov- 
ernment paid  out  a  total  of  $1,767,383,827.51  to  the  railroads  on 
account  of  federal  control  and  under  the  provisions  of  the  trans- 
portation act,  according  to  a  statement  issued  by  the  Treasury 
Department  showing  classified  expenditures  of  the  government 
for  that  period.  From  July  1,  1919,  to  June  30,  1920,  the  pay- 
ments to  railroads  totaled  $1,036,672,157.53,  and  in  the  period 
from  July  1,  1920,  to  June  30,  1921,  they  totaled  $730,711,669.98. 
Payments  made  during  the  first  six  months  of  1921  largely 
were  on  account  of  the  guaranty  and  loans  authorized  by  the 
Interstate  Commerce  Commission. 

The  Commission  has  issued  a  partial  payment  certificate  in 
favor  of  the  Minneapolis  Eastern  Railway  Company  for  $17,000. 
Under  section  204,  it  issued  a  certificate  finding  that  $9,000  is 
payable  to  the  Chicago,  Palatine  &  Wauconda  Railroad  Company 
and  that  the  company  owes  the  government  $2,931.66. 

The  Commission  has  issued  partial-payment  certificates  in 
favor  of  the  Chicago,  St.  Paul,  Minneapolis  &  Omaha  for  $115,000 
and  of  the  Trans-Mississippi  Terminal  Railroad  Company 'for 

$OO,UOO« 

The  Treasury  Department,  July  16,  announced  the  payment 
135,000  to  the  Buffalo,  Rochester  &  Pittsburgh  and  of  $62,500 


to  the  St.  Joseph  Belt  Railway  Co.  under  partial-payment  cer- 
tificates issued  by  the  Commission. 

Partial  payment  certificates  issued  by  the  Commission  fol- 
low: Buffalo,  Rochester  &  Pittsburgh,  $135,000;  St.  Joseph  Belt, 
$62,500.  Certificates  under  section  204,  reimbursement  of  deficits, 
have  been  issued  to  the  Angelina  &  Neches  River  Railroad  Com- 
pany and  to  the  Middle  Tennessee  Railroad.  In  the  first  cer- 
tificate it  was  found  that  $30,000  is  due  the  carrier  and  $6,563.39 
due  the  government.  In  the  second  it  was  found  that,  after 
deducting  the  Middle  Tennessee's  indebtedness  to  the  govern- 
ment, $37,339  was  due  the  carrier. 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  West  Side  Belt  Railroad  Company, 
$1,080,000;  the  Pittsburgh  &  West  Virginia  Railway  Company, 
$720,000.  The  payment  of  these  claims  on  final  settlement  is 
largely  made  up  of  balance  of  compensation  due,  but  includes 
all  other  disputed  items  as  between  the  railroad  companies  and 
the  Administration  during  the  twenty-six  months  of  federal  con- 
trol. 

The  Commission  has  issued  a  partial  payment  certificate 
in  favor  of  the  Texas  &  Pacific  for  $120,000. 


SHOES,  L.  C.  L.,  WIS.  TO  CHICAGO 

Reparation  on  L.  C.  L.  shipments  of  shoes  from  factories  at 
Madison,  Lake  Mills  and  Watertown,  Wis.,  to  Chicago,  between 
February  15  and  November  25,  1920,  is  asked  by  the  complainants 
in  No.  12575.  Selz-Schwab  &  Co.  vs.  C.  &  N.  W.,  Director-General, 
et  al.,  hearing  on  which  was  held  before  Examiner  Howard  Hos- 
mer  in  Chicago,  July  18.  It  was  alleged  that  the  North  Western 
maintained  a  L.  C.  L.  commodity  rate  on  shoes  from  these  points 
into  Chicago  of  26%  cents,  which  was  cancelled  on  February  15, 
1920,  under  the  supposition  that  L.  C.  L.  commodity  rates  at 
other  shoe  assembling  points  were  also  to  be  -cancelled.  This 
was  not  done,  however,  and  the  North  Western  finally  decided 
to  reinstate  the  commodity  rate,  which  was  done,  November  25, 
1920. 

In  the  interim,  according  to  Martin  Hartman,  traffic  manager 
for  the  shoe  company,  the  Selz-Schwab  Company  was  obliged  to 
pay  the  full  first  class  L.  C.  L.  rates,  amounting  to  46  cents  from 
Watertown  and  Lake  Mills  and  48  cents  from  Madison,  increased 
on  August  26  under  Ex  Parte  74.  All  of  this  time,  the  witness 
pointed  out,  competitors  in  St.  Louis  and  Boston  were  enjoying 
L.  C.  L.  commodity  rates  which  ranged  from  20  to  50  per  cent 
of  the  class  rates.  Consequently,  he  asserted,  his  firm  was 
damaged  to  the  extent  of  $1,369.60,  which  he  thought  the  Com- 
mission should  order  the  Director-General  and  the  C.  &  N.  W. 
to  refund. 

C.  B.  Ackerman,  appearing  for  the  Director-General,  pointed 
out  that  L.  C.  L.  commodity  rates  on  shoes  had  been  cancelled 
on  the  N.  Y.  N.  H.  &  H.  and  from  points  in  Eastern  Trunk  Line 
territory  to  Boston.  He  said  it  was  the  intention  of  the  car- 
riers eventually  to  cancel  out  all  these  rates  because  shoes,  being 
a  high  grade  commodity,  should  bear  their  just  share  of  the 
transportation  cost.  He  pointed  out  that  at  the  class  rates 
charged  the  cost  of  transporting  an  average  pair  of  shoes  from 
the  Wisconsin  factories  was  less  than  one  cent  for  a  haul  of  from 
126  to  130  miles,  "much  less,"  he  said,  "than  the  cost  of  a  pair  of 
shoe  strings  and  less,  perhaps,  than  the  value  of  the  blacking 
used  to  shine  them." 

He  introduced  exhibits  to  show  that  other  high-grade  com- 
modities move  in  L.  C.  L.  lots  between  the  points  involved  on 
class  rates  and,  referring  to  the  St.  Louis  and  Boston  rates,  said 
"they  should  not  be  used  as  an  argument  for  the  pulling  down 
of  rates  which  in  themselves  were  reasonable." 


CHICAGO   UNION   STATION    BONDS 

The  Chicago  Union  Station  Company  has  been  authorized 
by  the  Commission  to  issue  $6,000,000  of  6%  per  cent  first  mort- 
gage bonds,  the  proceeds  to  be  used  solely  for  continuing  the 
construction  of  its  union  passenger  station  and  facilities  The 
C.  B.  &  Q.,  C.  M.  &  St.  P.,  C.  C.  C.  &  St.  L.  and  the  Pennsylvania 
Company,  the  proprietary  companies  of  the  station  company, 
were  authorized  to  guarantee  the  payment  of  the  principal  and 
interest  of  the  bonds.  The  bonds  are  to  be  sold  at  a  price  to  net 
the  station  company  97%  per  cent  of  par  and  accrued  interest. 
They  will  be  dated  January  1,  1920,  and  will  mature  July  ],  1963. 


N.  O.  T.  &  M.  NOTES 

The  New  Orleans,  Texas  &  Mexico  Railway  Company  has 
been  authorized  by  the  Commission  to  issue  $3,499,122.50  of  con- 
ditional sale  purchase  notes  under  an  equipment  trust  of  the 
National  Railway  Service  Comporation;  to  guarantee  a  note  for 
$926,000  to  be  given  by  the  service  corporation  to  the  government 
for  a  loan  of  that  amount  which  will  be  applied  in  the  purchase 
price  of  equipment  to  be  acquired  under  the  trust,  and  to  issue 
$700,000  of  first  mortgage  6  per  cent  gold  bonds,  of  which  $233,- 
000  will  be  pledged  as  additional  security  for  the  note  and  loan, 
and  $467,000  as  security  for  the  performance  by  the  company  of 
its  obligations  under  the  agreement. 
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Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2.600  to  $10,000  a  year.  The  work  1* 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  T 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  27-D  4043  Drexel  Blvd.,  Chicago,  III. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


I       REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES,  Cunard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St..  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


San  Francisco  Warehouse  Co.,  san6Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


I 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  &  IMPORT  Shipments 
Traffic  Department  to  Co-operate  in  Freight  Distribution 


For  "SERVICE"  write  or  wire 


PUilL.C  a  U    S.  ..O.ERNMENl   BON,  Ell  WAREHOUSES 


APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID,  Pre.ident 
South  Peters,  Thalia,  South  Front  and  Erato  Streets 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston     Drezel  Bldg..  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,  Portland  Ore. 

Ellicott  Square.  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco      Alaska  Bldg.,  Seattle  Write  the  Nearest  Office 


Merchandise 

STORAGE: 
DISTRI  BUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 
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TRANSPORTATION  TAX  RULINGS 

The  Traffic  World   Washington  Bureau 

The  Treasury  Department  announced  July  19  that  it  had 
revised  its  rulings  with  regard  to  the  tax  on  transportation, 
by  amending  articles  2  and  92  of  Regulations  No.  49  (revised) 
so  that  Article  2  now  reads: 

Art.  2.  Transportation. — The  word  "transportation,"  as  used  in 
subdivisions  (a),  (b),  (c)  and  (d)  of  Section  500  of  the  act,  means 
the  movement  of  persons  and  property  by  a  carrier,  including  all 
services  and  facilities  rendered,,  furnished,  or  used  in  connection 
with  such  movement  by  or  on  behalf  of  a  carrier.  It  included  re- 
ceipt, delivery,  elevation,  transfer  In  transit,  ventilation,  refrigera- 
tion, icing,  storage,  demurrage,  towage,  lighterage,  trimming  of  cargo 
in  vessels,  wharfage,  handling  of  property  transported,  feeding  and 
watering  live  stock,  and  all  other  incidental  services  and  facilities. 
It  does  not  include  cartage  or  passengers'  meals  or  hotel  accommoda- 
tions.' 

That  revision  of  Article  2  is  of  no  significance  in  a  sub- 
stantial way,  because  it  merely  strikes  out  the  words  "Title 
V"  and  substitutes  "sub-divisions  (a),  (b),  (c),  and  (d)  of 
Section  500  of  the  Act." 

This  revision  is  known  as  T.  D.  3197,  and  is  important  only 
as  it  pertains  to  Section  92  of  Regulations  49  (revised).  That 
section,  covering  the  taxation  of  transportation  by  pipe  line, 
is  amended  by  omitting  therefrom  the  word  "common"  occur- 
ring before  the  word  "carrier"  in  the  ninth  and  eleventh  lines 
of  the  first  full  paragraph  thereof,  and  by  inserting  immediately 
after  said  first  full  paragraph,  a  new  paragraph  to  read  as 
follows: 

Where  the  person  so  transporting  is  not  a  carrier,  there  is  a 
taxable  transportation  of  oil  by  pipe  line  within  the  meaning  of 
Section  501  (dj,  whenever  the  movement  of  said  oil,  effected  by  the 
owner  thereof,  is  substantially  similar  to  those  movements  which 
pipe  line  carriers  usually  undertake  and  perform;  or,  in  other  words, 
where  the  movement  is  not  merely  local  and  incidental  to  another 
business  engaged  in  by  the  person  so  transporting,  such  as  the  pro- 
ducing or  refining  of  oil.  Thus  where  a  refiner  maintains  a  main, 
trunk  or  stem  line  from  his  refinery  to  an  oil  field  or  pool,  the  serv- 
ices he  performs  for  himself  are  similar  to  those  which  pipe  line 
carriers  would  otherwise  render  to  him.  He  should,  therefore,  pay 
the  tax  as  though  he  had  in  fact  employed  the  services  of  a  carrier. 
If,  on  the  other  hand,  the  movement  is  from  storage  tanks  to  stills, 
which  are  a  part  of  the  same  manufacturing  unit,  or  from  wells 
to  flow  tanks  or  storage  tanks  situated  in  the  immediate  vicinity, 
the  movement  is  net  such  as  a  pipe  line  carrier  of  oil  would  nor- 
mally render,  and  consequently  should  not  be  taxed. 


CLASS   RATES   IN   SOUTHEAST 

Another  effort  probably  will  be  made  by  the  carriers  of  the 
southeast  to  reach  an  agreement  with  the  shippers  with  re- 
gard to  class  rates  in  their  part  of  the  country,  made  necessary 
by  the  commission's  order  in  I  and  S  No.  1261,  a  futile  con- 
ference on  which  was  held  at  Atlanta  July  11-12.  The  second 
meeting  is  set  for  July  26  on  the  North  Carolina  phase  of  the 
subject.  That  phase  of  the  adjustment  has  been  forced  on  the 
attention  of  the  carriers  by  the  Commission's  decision,  announced 
recently,  in  what  is  known  as  the  Raleigh  Chamber  of  Com- 
merce case. 

The  Atlanta  conference  split  without  agreement,  chiefly  be- 
cause the  carriers  insisted  that  the  rates  to  the  key  points  pre- 
scribed by  the  Commission  in  I.  and  S.  1261  were  not  the  proper 
measures  of  rates  for  like  distances  to  other  points.  In  their 
proposals  they  accepted  the  reduction  of  the  first  class  rate 
from  the  Ohio  River  to  Nashville  from  $1.675  to  $1.60  as  all 
right.  They  did  not,  however,  accept  the  rate  of  $1.15  from 
Nashville  to  Atlanta  as  proper.  They  insisted  that  the  Com- 
mission had  made  a  mistake  in  prescribing  that  rate,  and  that 
if  it  had  had  opportunity  again  to  examine  that  rate  it  would 
agree  that  it  should  have  been  made  $1.35. 

As  to  that  suggestion  of  $1.35  from  Nashville  to  Atlanta, 
shippers  jocularly  remarked  to  D.  M.  Goodwyn,  chairman  of 
the  carriers'  committee,  that  he  was  proposing  $1.35  with  the 
hope  of  obtaining  $1.25.  He  denied  that.  While  the  shippers 
made  their  suggestion  as  a  joke,  they  were  in  earnest  when 
they  averred  that  the  carriers  had  put  forward  the  suggestion 
of  $1.35  for  trading  purposes  only  and  that  it  was  suggested 
to  them  by  the  fact  that  they  have  fourth  section  departures 
in  the  rate  from  Savannah  to  Atlanta,  the  maximum  of  which  is 
$1.35.  Inasmuch  as  the  distance  between  Savannah  and  Atlanta 
is  almost  the  same  as  between  Atlanta  and  Nashville  the  shippers 
thought  they  saw  in  the  suggestion  of  $1.35  for  the  distance 
between  Nashville  and  Atlanta  a  bulwark  for  the  highest  rate 
between  Savannah  and  Atlanta.  The  Georgia  legislature  is  con- 
sidering a  resolution  directing  the  Georgia  Commission  to 
require  the  removal  of  all  fourth  section  departures  between 
Atlanta  and  Savannah  by  bringing  the  highest  rate  down  to 
the  level  of  the  rate  between  the  two  points,  which  is  about 
$1.03.  It  was  suggested  that  if  the  carriers  could  persuade  the 
shippers  to  agree  to  a  .compromise  between  the  $1.115  rate 
ordered  by  the  Commission  and  the  $1.35  suggested  by  the 
carriers,  at  $1.25,  then  the  carriers  could  propose  that  as  the 
rate  between  Atlanta  and  Savannah. 

A  solid  front  was  presented  at  the  conference  by  the  ship- 
pers to  match  the  solid  front  of  the  carriers.  Atlanta  and 
other  points,  which,  under  the  literal  terms  of  the  Commission's 
decision  in  I.  and  S.  1261,  would  receive  reductions,  stood  firm 
with  the  points  that  would  not  receive  reductions.  Usually 


the  possibility  of  a  lower  rate  for  one  point  than  some  other 
with  which  there  has  been  a  parity,  has  been  sufficient  to  cause 
a  division  in  the  ranks  of  the  shippers.  That  was  not  so  at 
the  Atlanta  conference,  hence  the  appearance  of  no  accom- 
plishment. The  positions  of  the  opposing  forces  were  made 
clear  within  a  few  hours  after  the  meeting  was  called  to  order. 
Apparently  the  men  in  conference,  had  reached  an  impasse  but, 
nevertheless,  they  continued  for  a  day  and  a  half  thereafter. 
That  fact  is  regarded  as  meaning  that  both  sides  knew  that 
the  case  was  not  as  hopeless  as  it  seemed. 


STATE  COMMISSIONERS  CONFER 

A  conference  of  members  of  state  commissions  from  Western 
and  Mountain-Pacific  states  was  held  in  Chicago,  July  20,  on 
call  of  James  A.  Perry,  president  of  the  National  Association  of 
Railway  and  Utilities  Commissioners.  The  object  was  to  formu- 
late plans  for  the  preparation  of  evidence  to  be  presented  at 
the  hearing  on  the  investigation  of  grain,  grain  products,  and 
hay  rates  in  these  territories,  which  will  be  held  before  Com- 
missioner Lewis  in  Washington,  August  15. 

The  conference  was  presided  over  by  John  E.  Benton,  gen- 
eral solicitor  for  the  association,  and  was  attended  by  commis- 
sioners from  most  of  the  Western  states,  the  Mountain-Pacific 
states  being  represented,  for  the  most  part,  by  proxy. 

Clyde  N.  Reed,  of  the  Kansas  commission,  on  whose  motion 
the  investigation  was  ordered  by  the  Commission,  was  selected 
as  chairman  of  the  committee  to  prepare  evidence  for  presen- 
tation. Fourteen  additional  members,  one  from  each  of  the 
states  represented,  were  placed  on  this  committee  with  power 
to  add,  at  their  discretion,  one  member  from  each  of  the  states 
not  represented. 

The  opinion  pervading  the  conference  was  that  drastic  re- 
ductions would  have  to  be  made  in  the  rates  on  grain,  grain 
products,  and  hay,  in  order  to  allow  the  farmer  to  continue 
to  exist.  While  those  present  generally  did  not  go  so  far  as  to 
blame  the  condition  of  the  western  farmer  wholly  on  the  present 
level  of  rates,  it  was  suggested  that  a  measurable  reduction 
would  undoubtedly  increase  the  movement  of  these  products 
and  afford  some  relief  to  the  unfortunate  agriculturist.  Con- 
siderable discussion  was  had  over  the  question  as  to  what  re- 
duction would  be  suggested,  the  final  decision  being  that  the 
state  commissions  would  be  satisfied  if  the  Commission  would 
remove  the  increases  granted  in  interstate  rates  under  Ex  Parte 
74. 

Clifford  Thorne,  for  the  American  Farm  Bureau  Federation, 
was  present  throughout  the  conference,  but  took  no  part  in  the 
discussion.  It  was  stated  that  his  presence  merely  meant  that 
precautions  were  being  taken  to  obviate  a  duplication  of  evi- 
dence so  as  to  finish  the  hearing  within  the  shortest  time  com- 
patible with  a  thorough  presentation  of  the  farmer'a  side  of  the 
case. 


HOOF  MEAL,  CHICAGO  TO  CALIFORNIA 

Although  the  complainants  in  No.  12583.  Morris  &  Co.  vs. 
Missouri  Pacific,  Director-General,  et  al.,  hearing  on  which  was 
held  before  Examiner  Howard  Hosmer  in  Chicago,  July  1C,  in- 
sisted that  they  were  not  attacking  the  classification  of  hoof  meal 
in  western  territory,  it  being  their  prayer  merely  that  a  reason- 
able rate  be  established  on  this  commodity  from  Chicago  to  San 
Francisco,  the  defendants  evidently  considered  the  move  as  en- 
dangering the  classification. 

In  support  of  his  claim  for  a  lower  rate,  E.  J.  Bachman  of  the 
rate  department  of  Morris  &  Co.,  said  that  prior  to  the  publica- 
tion of  Consolidated  Classification  No.  1,  hoof  meal  had  always 
taken  the  fertilizer  rate,  which  at  that  time  was  81%  cents. 
That  publication,  however,  specifically  carries  hoof  meal  under 
fifth  class,  making  the  rate  paid  on  one  car  which  moved  during 
January,  1920,  $2.19.  Complainants  asked  the  establishment  ol  a 
commodity  rate  of  81%  cents  increased  under  Ex  Parte  74  to 
$1.08%  cents. 

The  analogy  between  ground  blood  and  packing  house  tank- 
age and  hoof  meal  was  described  by  a  chemist  for  Morris  &  Co. 
C.  E.  Hattel,  of  the  traffic  department  of  the  Santa  Fe.  however, 
said  that  the  ground  blood  rate  was  based  on  a  value  of  $30  a  ton 
of  20  years  ago  and  that  the  present  value  of  both  the  fertilizer 
ingredients  was  in  excess  of  $100  per  ton.  He  said  that  such 
shipments  as  were  made  under  the  fertilizer  rate  were  under- 
charged and  that  the  rate  assessed  should  have  been  that  carried 
in  the  tariffs  for  application  on  ground  bone,  which  was  consider- 
ably in  excess  of  the  fertilizer  rate. 


ABANDONMENT  OF  CARTHAGE  &  PINEHURST 
The  Norfolk  Southern,  as  lessee,  has  filed  an  application 
with  the  Commission  asking  authority  to  abandon  the  railroad 
of  the  Carthage  &  Pinehurst  Railroad  Company,  extending  from 
Pinehurst  to  Carthage,  N.  C.,  a  distance  of  12.226  miles.  The 
applicant  says  the  operation  of  the  road  is  unprofitable  and  un- 
duly burdens  the  revenues  from  the  other  portions  of  its  line, 
and  that  the  Carthage  &  Pinehurst  has  no  motive  power  or 
equipment  with  which  to  operate  the  road  and  no  means  of 
acquiring  equipment. 
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NOSA  LINE 


Monthly  Sailing*  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1*  Queen  &  Crescent  Bldg..  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanshlp" 


New  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  preiglrt  and   Passenger  §ervice 

S.S.  BUCKEYE  STATE— July  30th 
S.S.  HAWKEYE  STATE— September  3rd 

Kates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Castle  &  Cook,  Ltd. 


ROUTE  YOUR  CARGO  VIA 

Mobile  Gulfporl ? Pensacola 

I        SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL  AND  MANCHESTER 

SS  MAIDEN   CREEK Due  Mobile  Aug.  3rd 

A-l    STEAMER    Due  about   Aug.   20th 

S3  CLAVARACK  or  Sub Due  Middle  September 

HAMBURG  AND  BREMEN 

SS  COAHOMA   COUNTY Due   Mobile   July   25th 

A-l  STEAMER   Due  Middle  August 

A-l  STEAMER   Due  Late  September 

BRISTOL  AND  CARDIFF 

SS  PASSAIC  BRIDGE  Due  Mobile  July  22 

88  NESCO  or  Sub Due  about  AUK.  25th 

A-l   STEAMER    -...Due   Late  September 

SS  WALLKILL  or  Sub Due  Middle  September 

LONDON 

SS   AFOUNDRIA    Due   Mobile   late  July 

SS  SEEKONK  or  Sub Due  Mobile  late  Aug. 

A-l    STEAMER    Due   late   September 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 


Camphuis  &  Company,  Inc. 

P.  0.  Box  172,  LAREDO,  TEXAS 


US  TEN  III 

I  AM  a  .Hipper 

*  •  • 

AND  I  SHIP  GOODS 

*  •  • 

TO  ALL  PARTS 

*  •  * 

OF    MEXICO. 

*  •  • 

ONCE  I  shipped 

*  *  • 

SOME  EGGS 
AND  SOMETIME 

*  *     * 

LATER    I    received 

*  *  * 

A    LETTER   from 

*  *  * 

MY   CUSTOMER 

*  *  * 

ASKING   ME 

*  *  * 

WHY  I   had 

*  *  # 

SENT    HIM    CHICKENS 

*  *  * 

INSTEAD    OF 

*  #  * 

EGGS    and 

*  *  * 

I    COULD    not 

*  *      * 

UNDERSTAND 

*  *  * 

WHAT    he    meant 

*  »  * 

BECAUSE    I    had    sent 

*  *  * 

EGGS,  but  I 

*  *  * 

LEARNED    that 

*  *  * 

THEY    had    been 


HKMl    up   at   th« 

*  •   * 

BORDER    BO    long 

*  *  * 

THEY  ALL  HATCHED 

*  *       * 

OUT    BEFORE 

*  *  * 
THEY   REACHED 

*  *  * 

DESTINATION, 

*  *  * 

AND   now   I  am 

*  *  * 

GLAD   that 

*  #      * 

I    HAVE    found 

*  *  * 

SOME    BROKERS 

*  •  * 

THAT   can   cross 

*  *  * 

MY   EGGS  before 

*  •  * 

THEY  hatch 

*  *  * 

AND  I  INTEND 

*  *  * 

TO   SHIP   THROUGH 

*  *     * 

THEM    ALWAYS 

*  *  * 

BECAUSE  they 

*  *     * 

ARE   reliable 

*  *  * 

AND  I'll  tell 

*  *  * 

YOU  their  name 

*  *  * 

CAMPHUIS   &   CO.,   Inc., 

*  *  * 

Laredo,    Texas. 


Write   us  for  full  particular*  and   request  a  copy  of  our 
Shipping  Instructions. 


Pacific  Mail  Steamship  Co. 

Under  American  F/otf-PASSENGERS  AND  FREIGHT-Esf abliihed  1S4S 
TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient" 
San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Shipping  Board 
steamer  Empire  State  (October  1st) :  S.  S.  Golden  State  (August  20th)  : 
and  pending  delivery  3  other  U.  S.  S.  B.  steamers 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

5.  5.  Creole  State  (August  13th);   S.  5.  Wolverine  State  (September  14th) 
Granite  State  (October  15th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libertads  Corinto,  Panama  Canal,  Kingston.  Havana 

5.  S.  Venezuela  sails  from  San  Francisco  August  13th 

from  Baltimore  September  20th 
S.  5.  Colombia  sails  from  Baltimore  August  30th 

Also  four  Class  A)  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Rangoon, 

Calcutta 
Freight  only.     Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 

ROUND-THE-WORLD  SERVICE 


Through  bills  of  lading  issued  to  and  from  point*  beyond  ports  of  call 
General  Patsenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:   U.  S.  Shipping  Board 
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Personal  Notes 


A.  S.  Gimble,  in  addition  to  his  present  duties  as  general 
agent  for  the  Gulf  Coast  Lines  at  Brownsville,  has  been  appointed 
general  agent  at  Monterey.  L.  R.  Jones  has  been  appointed  gen- 
eral agent  for  the  same  lines  at  Mexico  City. 

The  Chesapeake  &  Ohio  has  announced  the  appointment  of 
H.  M.  Morecock  as  traveling  freight  agent  for  the  Carolina  terri- 
tory, and  N.  S.  Stark,  Jr.,  as  contracting  agent  at  Charlestown, 
W.  Va. 

E.  L.  Hukill  has  been  appointed  traffic  manager  for  the  Cleve- 
land, Southwestern  &  Columbus  Railway,  vice  C.  C.  Collins,  who 
resigned. 

W.  E.  Gardner  has  been  appointed  assistant  secretary  in 
charge  of  the  Jacksonville  office  of  the  Southern  Pine  Associa- 
tion; not  W.  E.  White,  as  stated  in  the  Traffic  World  of  July  9. 

Under  plans  of  the  Union  Pacific  to  reorganize  its  lines  as 
a  unit,  Carl  L.  Gray,  president  of  the  Union  Pacific,  has  been 
made  president  of  the  Los  Angeles  &  Salt  Lake  Railroad,  and 
H.  M.  Adams,  vice-president  of  the  Union  Pacific,  in  charge  of 
traffic,  has  been  made  second  vice-president  of  the  L.  A.  &  S.  L. 

J.  G.  Murray,  traffic  manager  for  the  Missouri  &  North 
Arkansas,  has  been  appointed  receiver  for  that  road  to  succeed 
C.  A.  Phelan,  who  resigned. 

H.  C.  Dinkins  has  been  appointed  general  agent  for  Missouri 
Pacific  Railroad  at  Mexico  City. 

John  F.  Morris,  commercial  agent  for  the  Michigan  Central 
since  1900,  died  at  Buffalo,  July  14.  Mr.  Morris  entered  the 
service  of  the  Michigan  Central  as  soliciting  freight  agent  in 
1892. 


DOINGS  OP  THE  TRAFFIC  CLUBS 

The  Traffic  Club  of  New  York  will  hold  its  summer  outing 
at  the  Gedney  Farms  Hotel,  White  Plains,  N.  Y.,  July  27.  Trans- 
portation will  be  via  railroad  and  automobile.  The  program  in- 
cludes baseball,  swimming,  golf  and  athletic  events. 

The  annual  outing  of  the  Traffic  Club  of  Pittsburgh  will  be 
held  at  Idlewild  Park,  August  4.  A  special  train  will  convey 
members,  their  families  and  friends  to  and  from  the  park.  Din- 
ner will  be  served  and  a  program  of  sports  has  been  arranged. 

The  summer  outing  of  the  Traffic  Club  of  St.  Louis  was  held 
at  the  Wabash  and  Glen  Echo  Clubs,  July  19.  Among  the  events 
of  the  day  was  a  horseshoe  pitching  contest.  A  chicken  dinner 
was  served. 


In  spite  of  the  heat  the  attendance  at  the  annual  outing  of 
the  Indianapolis  Traffic  Club,  held  at  Brookside  Park,  July  14, 
was  large,  and  included  a  number  of  non-resident  members.  The 
entertainment  program  included  baseball,  athletic  contests,  and 
a  band  concert. 


GORMLEY  SUCCEEDS  BARNES 

The  Traffic  World  Washington  Bureau 

M.  J.  Gormley,  manager  of  the  transportation  division  of 
the  American  Petroleum  Institute,  has  been  made  chairman  of 
the  car  service  division  of  the  American  Railway  Association. 
He  will  be  the  head  of  the  car  service  organization  in  Washing- 
ton, succeeding  W.  L.  Barnes,  who,  for  a  year,  has  been  execu- 
tive manager  of  the  car  service  division.  The  change  takes 
place  August  1,  on  which  day  Mr.  Barnes  again  takes  up  his 
work  with  the  Burlington,  as  general  superintendent  of  car 
service. 

Mr.  Barnes  has  never  cared  for  service  in  Washington.  At 
the  end  of  federal  control  he  went  back  to  the  Burlington,  but 
when  the  car  congestion  became  acute,  he  was  brought  back  to 
Washington  by  the  American  Railway  Association.  The  office 
of  executive  manager  was  created  for  him.  When  he  decided 
to  return  to  the  Burlington,  the  office  that  had  been  created  for 
him  was  discontinued,  and  his  successor  will  be  chairman  of 
the  car  service  division,  in  accordance  with  per  diem  rule  No. 
19,  of  the  association. 

At  the  same  time  C.  A.  Buch,  who  has  been  assistant  to 
Mr.  Barnes,  becomes  secretary  of  the  car  service  division.  That 
is  not  a  new  office.  It  existed  when  the  division  was  headed  by 
a  chairman.  Mr.  Buch  has  been  called  assistant  to  Mr.  Barnes. 
His  duties  in  the  future  will  be  the  same  as  heretofore. 

The  new  chairman  of  the  division,  during  federal  control, 
was  assistant  to  R.  H.  Aishton,  regional  manager,  who  is  presi- 
dent of  the  American  Railway  Association.  In  the  matter  of  car 
service,  Gormley  was  the  right-hand  man  of  Regional  Director 
Aishton.  His  success  in  getting  traffic  moved  during  federal 
control  attracted  the  attention  of  the  shippers  of  petroleum  and 
when  the  American  Petroleum  Institute  decided  to  have  a  trans- 
portation department  it  chose  him  to  be  its  head.  At  that  time 
a  transportation  man  was  needed  because  the  big  question  was 


not  what  rate  was  to  be  paid,  but  how  the  traffic  was  to  be  got 
through  the  congested  gateways.  Gormley  showed  how,  and 
while  he  and  W.  E.  MacEwen  were  in  charge 'the  oil  tank  cars 
moved  on  express  train  speed. 

TRANSPORTATION  COMMITTEES 

Appointment  of  two  committees  to  deal  with  transporta- 
tion is  announced  by  the  Chamber  of  Commerce  of  the  United 
States.  A  departmental  committee  for  the  department  of 
transportation  and  communication  will  consider  problems  re- 
lating to  the  general  field  of  transportation  and  communica- 
tion, and  there  is  a  special  railroad  committee. 

The  chairman  of  the  departmental  committee  is  Howard 
Elliott,  chairman  of  the  board  of  the  Northern  Pacific  Rail- 
road, and  member  of  the  Chamber's  board  of  directors.  Other 
members  are:  Vice-chairman — Lewis  B.  Stillwell,  Lakewood,  N. 
J.,  a  consulting  engineer  and  also  a  Chamber  director;  Utilities 
— Edwin  O.  Edgerton,  San  Francisco,  ex-chairman  of  the  Cali- 
fornia Railroad  Commission;  Railroads — George  A.  Post,  New 
York,  president  of  the  Hudson  River  Bridge  Corporation,  and 
W.  W.  Salmon,  Rochester,  president  of  the  General  Railway 
Signal  Company;  Marine — H.  H.  Raymond,  New  York  City, 
president  of  the  Clyde  Line;  J.  M.  Whitsitt,  Charleston,  S.  C., 
president  The  Carolina  Company;  Highways — A.  J.  Brosseau, 
New  York,  president  of  the  International  Motor  Company; 
Electric  Railways — Philip  H.  Gadsden,  Philadelphia,  vice-presi- 
dent United  Gas  Imp.  Company;  Waterways — Douglas  Fiske, 
Minneapolis,  Lawyer;  Port  Terminals — B.  F.  Cresson,  Jr.,  New 
York  City,  Chief  Engineer,  Port  of  New  York;  Communica- 
tions— John  J.  Carty,  New  York,  vice-president  American 
Telephone  and  Telegraph  Company;  Postal — Lucius  Teter, 
Chicago,  President  Chicago  Trust  Company. 

George  A.  Post  is  chairman  of  the  special  railroad  com- 
mittee and  the  other  members  are:  Railroad  Executive,  T.  C. 
Powell,  New  York,  Vice-president  Erie  R.  R.  Company;  Banker 
— Harry  A  Wheeler,  Chicago,  Vice-president  Union  Trust  Com- 
pany; Merchant— George  W.  Simmons,  St.  Louis,  president  Sim- 
mons Hardware  Company;  Railway  Equipment — Wilmer  W. 
Salmon,  Rochester,  President  General  Railway  Signal  Company, 
Railroad  Administration— A.  W.  Smith,  Washington,  General 
Counsel  U.  S.  Railroad  Administration;  Transportation  Econo- 
mist, Emory  R.  Johnson,  Philadelphia,  Dean,  Wharton  School, 
University  of  Pennsylvania;  Transportation  Engineer — Charles 
E.  Lee,  East  Orange;  Lawyer — F.  C.  Dillard.  Sherman,  Texas, 
Rail  and  Water  Transport— Walter  S.  Dickey,  Kansas  City, 
President  Kansas  City  and  Missouri  River  Navagation  Company. 

The  Chamber's  transportation  department  was  organized 
recently  with  J.  Rowland  Bibbins  as  its  manager.  Mr.  Bibbins 
formerly  was  supervising  engineer  of  the  Arnold  Company, 
Engineers,  Chicago.  The  department  will  deal  with  transporta- 
tion in  all  its  forms.  In  its  work  it  will  take  up  the  following: 

1.  Railroads — Further   study  of  financial   resources,   consolidation 
and  efficiency,  with  the  object  of  making  them  self-sustaining,  Witt 
adequate   service  to   the   public. 

2.  Marine   Transportation,    both    Lake   and    Ocean— The    problems 
of   the    American    merchant    marine    and    proper    relation    to    foreign 
competition. 

3.  Terminals  and   Ports — Intensive  study  of  operating  unification 
to  secure  a  more  efficient  trans-shipment  machine. 

4.  Electric    Railways — The    fare    situation    and    ways    and    nirans 
for  securing  a  self-supporting  agency  of  essential   public   service. 

5.  Highways — Economic     analysis     of    the     problem     of    highway 
transport   in   relation   to   other  agencies,   and   the   proper  public   sub- 
sidy therefor. 

6.  Waterways — Economic   analysis    showing   the   true   position   of 
waterways  as  a  natural   resource,   as  yet   largely   undevelcped. 

7.  Communications — Encouragement  of  adequate  development  for 
needs  of  business,   especially   in  connection   with   foreign   countries, 

8.  Postal    and    Express — The    problem    of    transportation    of    the 
mails  upon  an  economic  basis,   as  affects  both   shippers  and   carriers. 

9.  Air    Transport — The    codification    of    laws    and    resul.-itinns    to 
promote    safety    and    encourage    aeronautical    development    with    the 
maximum  rapidity. 

CHANGES    IN    DOCKET 

Finance  Docket  1108,  application  of  Pittsburgh  &  West  Vir-  j 
ginia  Ry.  Co.  for  authority  to  issue  certain  common  capital  stock, 
was  set  for  hearing  in  Washington,   D.   C.,  July  22,  before  Di- 
rector Colston. 

Hearing  in  12544,  Swift  &  Co.  vs.  Director-General,  Erie,  et 
al.,  assigned  for  July  22  at  Chicago,  was  postponed  to  a  date  to  T 
hereafter  fixed. 

Hearing  in  No.  12537,  Swift  &  Co.  vs.  C.  B.  &  Q.,  Director- 
General,  et  al.,  which  was  scheduled  to  take  place  before  Kx 
aminer  Hosmer  in  Chicago,  July  22,  was  carried  over  until  July 
23  in  order  to  allow  the  examiner  to  complete  another  hearing. 


1)6 

tor- 


LONG  FORK  RY.  STOCK  AND  BONDS 
The  Long  Fork  Railway  Company  of  Kentucky  has  applied 
to  the  Commission  for  authority  to  issue  and  dispose  of  $485,- 
000  of  capital  stock  and  $1,347,500  of  first  mortgage  6  per  cent 
bonds.  The  stock  and  bonds  will  be  issued  to  reimburse  the 
Baltimore  &  Ohio  for  expenditures  in  behalf  of  the  Long  Fork 
for  construction  of  road  and  acquisition  of  property.  The  se- 
curities will  be  delivered  to  the  B.  &  O. 
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FACILITIES 


We  have  continually  in  mind  any 
innovation  which  will  conduce  to 
expeditious  and  co-ordinated  action 
in  serving  our  clients  in  the  book- 
ing, tracing  and  forwarding  of  their 
export  shipments. 


Recently  we  have  had  installed,  and 
are  now  using,  our  own  private 
wires  between  our  New  Orleans, 
New  York  and  Galveston  Offices. 


THE  W.  L.  RICHESON  CO.,  Inc. 

Export  Shipping  for  Account  of  Principals  Throughout  the  World 
FREIGHT  BROKERS  AND  FORWARDERS 

613  to  621  Whitney  Central  Building 

NEW  ORLEANS 


New  York  Office 
401    Produce  Exchange 


Galve«ton  Office 
810-12  American  Nat.  Ins.  Bldg. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
op 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-t  Steel  Steamen) 

SS  "WEST  KKATS"  July  18 

SS  'WEST  NIVARIA"  August  8 

SS  "VINITA"  August  «9 

SS  "WEST  KADER"  September  19 

Transhipment   at   Shanghai   to   American    River  steamers   for 

Nanking.    Pukow.    Hankow    ami     other     open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office! 

Board  of  Trade  Building,  Portland.  Oregon 


The  1921   (Sixteenth  Annual  Edition) 

Exporters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting   manufacturers.     Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical    Index  of  Ports,   CltlM  and   Countries  of  the 

World. 

Alphabetical  List  of  Steamship  Linn  and  Agents. 
Approximate   Values  of   Foreign    Coins. 
Banks  and   Bankers  In    Foreign   Trade. 
Bills  of   Lading    (Arrangement  of). 
Cable   Rates. 

C<»  nifn-r     industries,  etc..  of  each  Country. 
Commercial   Terms    (Explanation   of). 
Consignment  of  Goods. 

Consular   Invoices  (Facsimiles  and   Instruction*). 
Consular  Regulations   (In  full  for  each  country). 
Consuls    (American   and    Foreign). 
Conversion  Tables  of   Foreign   Currencies. 


Distances  from    New   York    (Table). 
Drawbacks  on   Export  Shipment*. 
Foreign   Drafts  (Arrangement  of). 
Foreign   Postage  Rate*. 

Foreign   Weights  and   Measure*   (American   Equivalents). 
Mall  Time  to  Foreign  Cities. 
Marine    Insurance, 
taetrlc  Weights   and    Measures. 

Minimum  Bill*  of  Lading  (for  each  chipping  route). 
Parcels  Post. 
Packing  for   Export. 

Postal   Money  Order  System   (Foreign). 
Protection  of   Trade   Marks  Abroad. 
Selling   American    Goods   Abroad. 
and 


„.,..    _„     .    Jmore.    Savannah,    New    Orleans   and    Paolflo 

Coast  Ports  to  all  parts  of  the  world,  arranged  under  countries  whtch  they  serve.     Each  section   gives  complete 
detailed   Information  concerning  the  regulations  and   requirements  of  each    line  to   be  observed   by  the   shipper. 

"Our  Text  Book  on  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship    / 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  in  making  export  shipments. 

Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com-    f       0« 
plete  and  up-to-date  information  in  condensed  form;   your  publication  is  practically  our  text  book  on  export      *  .— *^ 
matters  and  is  in  almost  daily  use."  /  1$ 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK.    t    £ 

'  $ 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of  fre-     /  &     •( 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in     y   $•*     </" 
which  they  may  be  conveniently  filed.  <f       «•*(•• 

FREE  EXAMINATION  OFFER 

Don't  send  any  nnney.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five 
If  you  find  it  valuable,  send  us  your  check  for  {15.00  for  the  com- 


Hays'  free  examination. 

plete  service.     If  not,  send  it  back,  charges  collect. 

in  and  mail  the  coupon. 


It  doesn't  cost  you  a  cent,  so  fill 


//'. 
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RULE  SHOULD  WORK  BOTH  WAYS 

The  Traffic  World   Washington  Bureau 

A  two-way  application  of  the  theory  underlying  the  Supreme 
Court's  decision  in  the  Darnell-Taenzer  case  was  requested  by 
John  F.  Finerty,  speaking  for  the  Director-General,  in  argument 
July  19,  on  No.  12053,  Pure  Oil  Co.  vs.  Director-General  et  al., 
in  which  the  examiner  proposed  a  report  holding  that  the  com- 
plainant was  entitled  to  reparation  on  account  of  an  unreason- 
able rate  on  some  petroleum  product  shipped  from  a  refinery 
point  in  Kentucky  to  a  comparatively  near-by  destination,  not- 
withstanding the  fact  that  the  consignee  paid  the  freight  and 
the  consignor  reimbursed  him  nearly  a  year  after  the  event, 
simply  because  the  Pure  Oil  Company  desired  to  hold  the  cus- 
tom of  the  consignee. 

Finerty  said  that  while  he  disagreed  with  the  decision  in 
the  Darnell-Taenzer  case  in  so  far  as  it  might  be  applied  to  the 
Director-General  and  hoped  some  time  to  see  it  reversed,  he  was 
of  a  firm  conviction  that  the  Commission,  in  these  reparation 
cases,  should  apply  in  both  directions  the  theory  on  which  the 
Supreme  Court  decided  that  case.  In  that  case  the  court  said 
that  the  railroad  might  not  go  beyond  the  transportation  trans- 
action; that  is  to  say,  it  might  not  pursue  the  commercial  trans- 
action to  determine  whether  the  complainant  really  suffered  loss 
by  reason  of  the  unreasonable  rate. 

In  arguing  the  case,  Finerty  said  he  would  disregard  the 
report  of  the  examiner  because  important  chronological  data 
were  omitted.  He  pointed  out  that  the  oil  was  sold  f.  o.  b.  re- 
finery, the  purchaser  paying  the  rate.  The  shipment  was  made 
in  December,  1918.  The  consignee  paid  the  freight  bill  and 
sold  the  goods,  being  apparently  satisfied  with  the  transaction. 
In  April,  1919,  he  found  out  that  he  could  have  bought  the  oil 
at  another  refinery  and  paid  a  lower  rate.  He  wrote  to  the 
consignor.  Until  November,  1919,  that  correspondence  pro- 
ceeded. 

Finally  the  consignor,  to  hold  the  trade  of  the  consignee, 
refunded  to  the  latter  the  difference  in  the  rates  and  filed  a 
complaint.  The  examiner  recommended  a  holding  of  unreason- 
ableness and  an  award  of  reparation.  To  that  Finerty  objected 
on  the  ground  that  the  loss  was  not  incurred  by  the  complainant 
by  reason  of  the  rate,  but  because,  after  having  sold  the  oil,  his 
customer  found  out  that  if  he  had  gone  to  a  refinery  other  than 
the  Pure  Oil  Company,  he  would  have  been  able  to  get  his  oil 
to  destination  at  a  lower  rate. 

Finerty  submitted  that  the  examiner  was  pursuing  the  mat- 
ter far  beyond  the  transportation  transaction,  in  violation  of  the 
theory  of  the  Darnell-Taenzer  case,  the  decision  in  which  com- 
pelled the  Commission  to  reverse  itself. 


TO   EVADE   CLAYTON   ACT   HARDSHIP 

The  Traffic  World   Washington  Bureau 

In  an  effort  to  avoid  the  inefficiency  and  waste  that  it 
says  would  be  forced,  by  strict  compliance  with  section  10, 
of  the  Clayton  act,  as  construed  by  the  Commission,  the  Chesa- 
peake &  Ohio  Railway  Co.  and  the  Chesapeake  &  Ohio  Northern 
have  filed  a  three-headed  application  'for  permission  to  break 
down  the  artificial  corporate  distinction  between  themselves 
so  that  the  two  properties  can  be  operated,  in  a  law  sense,  as 
a  system.  As  a  matter  of  fact,  they  are  now  and  always  have 
been  so  operated.  They  are,  however,  separate  corporations, 
although  the  Commission  has  always  allowed  the  accounting 
statistics  required  by  it  to  be  furnished  by  the  parent  com- 
pany so  as  to  include  the  figures  for  the  subsidiary. 

The  rails  of  the  Chesapeake  &  Ohio  Northern  connect  the 
rails  of  the  parent  company  with  the  Hocking  Valley,  another 
subsidiary,  controlled  by  majority  stock  ownership.  The  Chesa- 
peake &  Ohio  Northern  also  has  trackage  rights  over  the  line 
of  the  Norfolk  &  Western.  The  Northern  owns  about  30  miles 
of  rails  connecting  with  the  main  line  of  the  Chesapeake  & 
Ohio  near  Edington,  Ky.,  and  the  rails  of  the  Norfolk  &  Western 
near  Waverly,  O.  From  Waverly,  O.,  to  Columbus,  O.,  the 
Northern  has  trackage  rights  over  the  Norfolk  &  Western 
a  distance  of  62  miles.  There  the  connection  is  made  with  the 
Hocking  Valley. 

Mindful  of  the  confusion  that  exists  as  to  how  a  parent 
and  a  subsidiary  may  break  down  the  distinction  between  them 
and  thereby  avoid  the  terms  of  section  10  of  the  Clayton  act, 
the  Chesapeake  &  Ohio  and  its  child  applied  for  a  certificate  of 
present  and  future  public  convenience  and  necessity  allowing  the 
two  to  be  one,  "under  the  provisions  of  section  1,  paragraphs 
18  to  22,  and  section  5,  paragraph  2,  either  or  both;  and  under 
section  20a,  of  the  interstate  commerce  act." 

In  support  of  the  application,  the  two  companies  said, 
"these  properties  are  now,  and  always  have  been,  operated  as 
parts  of  a  single  railroad  system  under  one  management, 
and  the  properties  are,  and  always  have  been  in  substance, 
commonly  owned.  The  properties  are  not  in  separate  owner- 
ship, management  and  operation,  and  this  application  is  not 
made  under  the  provisions  of  Section  5,  paragraph  6  of  the 
interstate  commerce  act,  providing  for  the  consolidation  into 
one  corporation  for  the  ownership,  management  and  operation 


of  properties  theretofore  in  separate  ownership,  management 
and  operation." 

Under  section  10  of  the  Clayton  law  dealings  between  two 
legal  entities  such  as  the  Chesapeake  &  Ohio  and  the  Chesa- 
peake &  Ohio  Northern,  if  and  when  amounting  to  $50,000  a 
year,  must  be  on  a  competitive  bidding  basis.  The  theory  of 
that  section  of  the  law  is  that,  unless  the  dealing  is  on  that 
basis,  the  fact  that  they  are  separate  entities  can  be  used  for 
what  is  known  as  "inside  dealing,"  by  which  officers  of  a  cor- 
poration can  squander  its  resources,  with  profit  to  themselves,  by 
having  the  corporation  in  which  they  have  the  largest  per- 
sonal pecuniary  interest,  sell  to  the  one  in  which  they  have 
little  or  no  personal  pecuniary  interest,  with  great  profit  to 
themselves,  and  loss  to  those  for  whom,  in  a  moral  but  not  in 
a  legal  sense,  they  are  trustees. 

The  application  under  the  paragraphs  of  the  first  and  fifth 
section  mentioned  is  for  the  purpose  of  allowing  the  Chesa- 
peake &  Ohio  to  extend  its  line  and  operate  the  extension  by 
acquiring  what  it  already  has,  except  in  a  law  sense,  and  the 
Chesapeake  &  Ohio  Northern  to  abandon  the  operation  of 
that  which  it  never  operated,  except  in  a  law  sense.  The  ap- 
plication under  section  20a  is  for  permission  to  the  Chesa- 
peake &  Ohio  to  take,  by  deed  of  conveyance,  the  property  of 
the  Chesapeake  &  Ohio  Northern,  which  it  owns  by  stock 
ownership,  and  assume  direct  responsibility  for  the  $4,026,500 
par  value  of  stock,  all  of  which,  except  directors' qualifying  shares, 
it  owns,  and  to  assume  direct  responsibility  for  the  $1,000,000 
worth  of  outstanding  first  mortgage  five  per  cent  thirty  year 
gold  bonds  of  the  Chesapeake  &  Ohio  Northern,  which  con- 
stitute its  whole  authorized  and  outstanding  issue.  The  Chesa- 
peake &  Ohio  is  now  guarantor  of  those  bonds  and  has  been 
from  the  time  of  their  issue.  The  application,  however,  is  to  be 
made  the  same  as  if  its  name  were  on  the  face  instead  of  the 
backs  of  the  bonds. 


SAND,  ILLINOIS  TO  MICHIGAN 

Hearing  in  two  cases  involving  rates  on  sand  from  the 
Ottawa  district  of  Illinois  was  held  before  Examiner  Hosmer  in 
Chicago,  July  19.  The  cases,  No.  12577,  Continental  Motors  Cor- 
poration vs.  C.  B.  &  Q.,  Director-General,  et  al.,  and  Sub-No.  1, 
Reo  Motors  Co.  vs.  C.  B.  &  Q.  et  al.,  involved  rates  to  Muskegon 
and  Lansing,  Mich.,  where  plants  of  the  complainants  are  located. 

The  testimony  followed,  in  the  main,  that  put  in  in  previous 
cases,  the  complainants  contending  that  the  rate  of  $2.94  for  a 
distance  of  270  miles  was  in  excess  of  similar  rates  throughout 
the  territory.  It  was  pointed  out  that  the  rate  was  far  in  excess 
of  the  mileage  scales  used  in  Illinois  and  Wisconsin  and  that 
it  represented  54.44  per  cent  of  the  full  sixth  class  rate,  a  higher 
percentage  than  generally  the  case.  In  addition,  it  was  alleged 
that,  until  December  4,  1919,  when  Boyd's  tariff,  I.  C.  C.  878,  was 
published,  reducing  the  through  rate  to  the  basis  of  the  combina- 
tion of  intermediates,  the  rate  from  Ottawa  to  Lansing  and 
Muskegon  was  in  excess  of  the  aggregate  of  intermediates  via 
Joliet  in  conjunction  with  the  Rock  Island,  the  E.  J.  &  E.  and 
their  connections.  R.  E.  Riley,  traffic  manager  for  a  sand  pro- 
ducers' association,  expressed  an  opinion  that  any  rate  that  ex- 
ceeded the  value  of  the  goods  at  the  loading  point  was  unrea- 
sonable per  se. 

Witnesses  for  the  carriers  insisted  that  the  rate  was  rea- 
sonable in  view  of  the  fact  that  sand-blasting  sand,  the  kind 
shipped,  was  worth  $6  a  ton  at  the  time  of  shipment  and  sand 
produced  at  other  competing  points  was  worth  only  60  cents 
a  ton.  Rate  comparisons  were  also  introduced  to  show  the  rea- 
sonableness of  the  rates  and  figures  covering  tonnage  shipped 
showed,  according  to  the  defendants,  that  the  movement  had 
not  been  impaired  by  increases  in  the  rates  under  General  Order 
28  and  Ex  Parte  74. 


W.  &  L.  E.  BONDS 

The  Wheeling  &  Lake  Erie  Railway  Company  has  applied 
to  the  Commission  for  authority  to  issue  $451,000  of  6  per  cent 
refunding  mortgage  bonds  to  reimburse  its  treasury  for  expendi- 
tures made  therefrom  during  the  period  January  27  to  July  14, 
1921,  for  additions  and  betterments  to  roadway  and  structures 
in  connection  with  the  construction  and  installation  of  classifi- 
cation tracks  and  engine  terminals  at  Jewett,  O.,  and  Canton, 
O.,  and  car  repair  facilities  at  Brewster,  O.  The  bonds  are  not 
to  be  sold,  but  are  to  be  pledged  as  security  in  part  for  a  loan 
of  $1,460,000  from  the  government  heretofore  authorized  by  the 
Commission. 


HUNTINGDON  &  BROAD  TOP  MOUNTAIN  NOTES 
The  Huntingdon  &  Broad  Top  Mountain  Railroad  &  Coal 
Company  has  been  authorized  by  the  Commission  to  assume 
obligation  and  liability  in  respect  of  $300,000  of  equipment  trust 
6  per  cent  certificates  to  be  issued  under  the  company's  equip- 
ment trust  in  connection  with  the  procurement  of  four  locomo- 
tives and  ten  all-steel  passenger  train  cars.  The  locomotives 
will  cost  $171.800  and  the  cars,  $235,593.  The  certificates  are  to 
be  sold  to  William  Marriott  Canby  and  Robert  Glendinning  & 
Co.,  at  approximately  88.61465  per  cent  of  par. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
A  msterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 


100%  American  Premier  Fleet 

MARINE  DESPATCH  LIXE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 


PHILADELPHIA 

BALTIMORE 


SAVANNAH 


DIRECT  TO 


LOS  ANGELES  (San  Pedro  District) 


SAN  FRANCISCO 

PORTLAND 


REGULAR  SAILINGS 

FORTNIGHTLY 


A-l  FAST  STEEL 


and  MOBILE  OFFERING 


STEAMERS 


RELIABLE 


UNEXCELLED 


FACILITIES 


SEATTLE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


and  SERVICE 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO     60  California  Street 

Oakland.    Cal. 

Philadelphia  Savannah.    Ga.  New    York  Parr   Terminal 

139  South  Third  St.  Savannah  Bank  and  Trust  Bldg.  42   Broadway  Portland,    Ore. 

Pittsburgh  Los    Angeles.    Cal.  Mobile.  Ala.  704    Tit.c    ot    fruit    Bldg. 

1537    Oliver    Building-  427    Van    Nuys    Bid*.  S.  W.  Cor.  St.  Francis  &  Water  Su.  Seattle,    Waah. 

Buffalo.   N.    V.,    Room   495,    Ellicott   Sq.    Bldg.  1103    L.    C.  'Smith    Bide. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
SwTlct  Corporation,  Colorado  Building,  Washington,  D.  C. 


Car   interchange  Settlements 

Arizona. — Question:  What  is  the  general  rule  among  rail- 
roads whereby  a  small  road  wishes  to  make  use  of  foreign  equip- 
ment? Does  the  small  road  pay  a  per  diem  for  the  use  of  this 
equipment  or  is  the  charge  based  on  the  same  plan  as  demur- 
rage? Is  this  matter  controlled  by  agreement  or  is  there  a  de- 
cision by  the  Interstate  Commerce  Commission  controlling  same? 

Answer:  In  Docket  11485,  Birmingham  Southern  R.  Co.  vs. 
Director-General,  et  al.,  61  I.  C.  C.  551,  the  Commission  has  pre- 
scribed a  basis  for  the  assessment  of  charges  against  short  rail- 
roads by  connecting  trunk  lines  for  the  use  of  foreign  cars  when 
upon  the  line  of  the  short  railroad.  The  Commission  has  also 
applied  the  same  principle  in  the  case  of  the  Benwood  &  Wheel- 
ing Connecting  Railway,  and  the  McKeesport  Connecting  Rail- 
way in  the  case  of  the  National  Tube  Co.  vs.  P.  C.  C.  &  St.  L. 
R.  Co.,  61  I.  C.  C.  590. 

Routing — Terminal    Delivery   Must   Be   Specified 

Illinois. — Question:  We  shipped  a  number  of  cars  of  coal 
from  Herrin,  111.,  to  Sioux  City,  la.,  routing  same  as  follows: 
I.  C.  c|o  C.  M.  &  St.  P.  R.  R.  It  is  our  contention  that  when  rout- 
ing is  so  specified  it  is  the  duty  of  the  Illinois  Central  Railroad 
to  haul  car  to  Sioux  City,  la.,  and  turn  same  over  to  the  C.  M.  & 
St.  P.  Railroad  for  placement  at  Sioux  City.  The  rate  via  the 
Illinois  Central  Railroad,  direct  to  Sioux  City,  is  $4.20.  They 
also  publish  a  rate  from  Herrin,  111.,  to  Sioux  City,  la.,  via  Illinois 
Central,  Mendota,  111.,  C.  M.  &  St.  P.  Railroad,  of  $4.98.  We  are  in 
receipt  of  advice  from  the  Illinois  Central  Railroad  that  when 
shipments  are  tendered  with  routing  specified  "I.  C.,  c|o  C.  M.* 
&  St.  P."  or  "I.  C.-C.  M.  &  St.  P.,"  it  is  their  duty  to  give  the 
C.  M.  &  St.  P.  a  road  haul.  Will  you  give  me  your  opinion  on 
this  matter  and  also  cite  me  any  cases  which  are  parallel? 

Answer:  The  Illinois  Central  Railroad  is  correct  in  stating 
that,  when  shipments  are  routed  as  in  the  instant  case,  it  is  the 
duty  of  the  initial  line  to  turn  the  shipment  over  to  the  connect- 
ing line  specified  in  the  bill  of  lading,  at  its  junction  therewith, 
for  a  line  haul.  See  Fechheimer  Steel  &  Iron  Co.  vs.  Pa.  R.  R., 
51  I.  C.  C.  183.  That  line  is  therefore  not  liable  for  misrouting 
the  shipment  in  question. 

Misrouting  of  Shipment  Account  of  Embargo 

Virginia. — Question:  During  the  period  of  federal  control  we 
had  a  number  of  shipments  shipped  to  us  from  a  distant  point 
and  when  the  cars  were  tendered  (a)  carrier  that  line  issued  a 
clean  bill  of  lading,  but  instead  of  shipments  moving  over  natural 
route,  via  which  the  cheapest  rate  applied,  (b  and  c  road)  the 
originating  carrier  (a  road)  forwarded  the  shipments  via  (d)  and 
(e)  roads  to  this  point,  over  which  latter  routes  no  through  rates 
applied,  there  being  an  embargo  via  (b)  road. 

The  shipper  was  not  notified  by  originating  carrier  that  the 
natural  route  and  through  rate  could  not  be  protected,  but  for- 
wardrd  shipments  over  the  unnatural  route  without  notifying 
consignors,  as  a  result  of  which  considerable  overcharge  accrued 
on  each  car  forwarded  via  (d)  and  (e)  roads.  Under  such  cir- 
cumstances is  not  the  originating  carrier  liable  for  the  protection 
of  through  rate  applying  via  (b)  and  (c)  roads? 

Answer:  It  is  the  duty  of  a  carrier's  agent,  before  exe- 
cuting a  bill  of  lading  to  call  the  shipper's  attention  to  an  exist- 
ing embargo  and  obtain  further  instructions  before  forwarding 
the  shipment  via  a  route  over  which  a  higher  rate  applies  than 
that  applicable  via  the  route  over  which  the  embargo  exists. 
See  Graham  County  Lumber  Co.  vs.  Southern  Ry.  Co.  et  al.,  50 
I.  C.  C.  231. 

Establishment  of  Proportional    Rates  by   Rail  to  and  from   Ports 
Within  Jurisdiction  of  the  Commission. 

Washington. —  Question:  Respectfully  wish  to  direct  your  at- 
tention to  paragraph  (c),  section  6,  of  the  interstate  commerce 
act,  rcae'ing  as  follows:  "To  establish  proportional  rates,  or 
maximum  or  minimum,  or  maximum  or  minimum  proportional 
rates,  by  rail  to  and  from  the  ports  to  which  the  traffic  is  brought, 
or  from  which  it  is  taken  by  the  water  carrier,  and  to  determine 
to  what  traflic  and  in  connection  with  what  vessels  and  upon 
what  terms  and  conditions  such  rates  shall  apply.  By  propor- 
tional rates  are  meant  those  which  differ  from  the  corresponding 
local  rates  to  and  from  the  port  and  which  apply  only  to  traffic 
which  has  been  brought  to  the  port  or  is  carried  from  the  port 
by  a  common  carrier  by  water."'* 


Upon  traffic  moving  through  the  Panama  Canal,  could  a  ship- 
per obtain  from  the  Commission  proportional  rates  to  the  sea- 
board from,  we  will  say,  for  example,  Pittsburgh,  Pa.,  to  New 
York  City,  thence  by  water  through  the  Canal  to  San  Francisco, 
Calif.?  Can  you  give  reference  to  any  cases  where  the  Commis- 
sion has  in  their  order  prescribed  proportional  rates  in  any  in- 
stance like  the  one  above  cited? 

Answer:  The  Interstate  Commerce  Commission  has  exer- 
cised its  jurisdiction  to  order  the  establishment  of  proportional 
rates  by  rail  to  and  from  ports.  See  the  cases  of  Charleston  & 
Norfolk  S.  S.  Co.,  47  I.  C.  C.  365,  and  Baltimore  &  Carolina  S.  S. 
Co.  vs.  A.  C.  L.  R.  R.,  49  I.  C.  C.  176. 

Undercharges — Collection  of,  by  Carriers 

Ohio. — Question:  Will  you  kindly  advise  us  if  paragraph  3, 
section  16,  of  the  transportation  act  of  1920  covers  business  only 
that  moved  after  the  expiration  of  federal  control,  or  after  March 
1,  1920?  On  charges  due  the  carriers'  account  being  uncollected, 
or  undercharges  accruing  on  business  prior  to  March  1,  1920, 
have  the  carriers  the  privilege  of  pursuing  the  matter  to  make 
collection  direct  with  the  parties  in  question,  or  through  legal 
action,  regardless  of  the  fact  that  the  shipment  originated  before 
three  years  from  the  time  of  presentation  of  bills. 

Answer:  Prior  to  the  amendment  to  section  16  of  the  inter- 
state commerce  act  of  February  28,  1920,  incorporating  therein 
the  provision  that  all  actions  at  law  by  carriers  subject  to  the 
act  for  recovery  of  their  charges  or  any  part  thereof,  shall  be 
begun  within  three  years  from  the  date  the  cause  of  action  ac- 
crues, such  actions  were  governed  by  the  statutes  of  limitations 
of  the  states  within  which  suit  was  brought.  As  there  is  no 
provision  in  the  interstate  Commerce  act  giving  a  retroactive 
effect  to  the  amendment  of  February  28,  1920,  it  is  our  opinion 
that  suit  may  be  brought  by  the  carriers  within  the  period  of 
time  prescribed  by  the  state  statutes,  but  not  later  than  three 
years  from  the  date  of  the  passage  of  the  provision  carried  in 
paragraph  3  of  section  16  of  the  interstate  commerce  act  re- 
ferred to  above  in  accordance  with  the  construction  which  has 
been  given  similar  statutes  by  the  courts. 

Demurrage — Liability  of  Shipper  for,  After  Notice  to  Carrier  to 

Sell  Goods 

Massachusetts. — Question:  Under  date  of  August  20  we  re- 
ceived a  communication  from  the  claim  agent  of  Railroad  X,  ad- 
vising that  our  shipment  of  June  7,  1920,  for  A  Company  of 
Texas  consisting  of  eight  crates  of  steel  building  sheets  was 
on  hand  refused,  consignee  unknown. 

We  searched  our  shipping  records,  but  could  not  locate  any 
record  of  shipment  and  returned  the  railroad  communication 
(which  was  a  standard  form,  with  a  request  thereon  to  indorse 
answer  on  the  form)  requesting  them  to  advise  all  markings 
on  the  shipment,  such  as  numbers,  etc.  We  did  not  again  hear 
from  the  railroad  until  January,  1921,  in  which  communication 
they  did  not  give  us  any  information  whatsoever,  then  we  re- 
quested waybill  references  from  which  we  would  endeavor  to 
identify  shipment. 

When  the  waybill  records  were  received  we  located  the  ship- 
ment as  that  of  ours  of  March  5,  1920,  consisting  of  eight  crates 
wooden  templates,  which  material  had  been  previously  canceled 
by  consignee.  We  then  wrote  the  railroad  company  suggesting 
that  they  sell  the  shipment  to  protect  their  freight  charges,  as 
we,  nor  the  consignee,  had  any  further  use  for  the  shipment. 
We  understand  now  the  railroad  has  been  unable  to  sell  the 
shipment,  and  we  have  a  statement  of  charges  covering  freight 
and  storage,  which  amounts  to  nearly  four  hundred  dollars. 

Can  the  railroad  company  hold  us  for  storage  charges  during 
that  time  we  were  trying  to  develop  just  what  the  shipment  was 
on  account  of  the  railroad  not  furnishing  correct  information, 
and  also  after  the  time  we  told  the  railroad  to  sell  the  shipment 
to  protect  their  freight  charges? 

Answer:  We  do  not  locate  any  decisions  of  the  courts  or 
of  the  Commission  covering  a  situation  such  as  that  outlined 
above.  The  Interstate  Commerce  Commission  has,  in  general, 
jurisdiction  over  the  collection  of  demurrage  charges  by  a  car- 
rier, but  as  a  rule  declines  to  permit  or  authorize  a  carrier  to 
waive  demurrage,  except  where  such  demurrage  accrues  as  the 
result  of  the  railroad's  error  or  omission,  within  the  meaning 
of  rule  8  of  the  National  Car  Demurrage  Rules.  As  the  demur- 
rage in  question  did  not  result  from  one  of  the  causes  referred 
to  in  the  above  mentioned  rule,  we  are  of  the  opinion  that  it 
would  be  held  that  a  shipper  may  not  rely  upon  a  carrier  com- 
plying with  his  instructions  as  to  the  sale  of  goods  held  under 
demurrage,  and  must  either  see  to  it  that  the  goods  are  disposed 
of  by  the  carrier,  if  it  is  willing  to  do  this  as  an  accommodation 
to  the  shipper  or  must  promptly  arrange  for  the  disposal  of  the 
goods  himself  in  order  to  prevent  further  accrual  of  demurrage. 
Express  Charges  on  Shipment  Returned  by  Carrier  Without  Con- 
sent of  Shipper 

Texas. — Question:  A  C.  O.  D.  shipment  was  made  to  one  of 
our  customers,  via  express,  charges  collect.  The  shipment  in 
question  arrived  at  destination  and  according  to  information 
consignee  called  for  the  same  on  various  occasions,  but  advised 
delivering  agent  "he  would  take  delivery  later.  In  the  meantime 
thirty  days  had  elapsed  and  agent  at  destination  returns  ship- 
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S.S.  WENATCHEE" 

of  the 

Admiral  Line 

taking  cargo  and 

passengers 

for  the  Orient  at 

Pier  No.  One. 


S.S.  "TEXAN" 

of  the 

United  American  Line 
& 

S.S."WILLSOLO" 

of  the 

Williams  Line 

taking  cargo  for 
the  Atlantic  Coast  i 
at  Pier  No.  One. 


PORT  OF  TACOMA 

One  Year  From  the  Driving  of  the  First  Pile 

Pier  No.  One  was  in  operation,  as  evidenced  by  the  above  pictures.  The 
large  steel  portal  shown  in  the  foreground  of  the  lower  picture  will  carry 
the  big  ninety-foot,  electrically-operated,  hammer-head  crane,  now  nearing 
completion. 

For  Tariff  No.  Two,  naming  rates  and  charges,  apply  to — 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Building 
Tacoma,  Washington,  U.  S.  A. 
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ment  to  us  without  having  advised  us  of  it  being  undelivered,  nor 
having  authority  to  return  same. 

The  express  classification  provides  that  if  a  C.  O.  D.  ship- 
ment cannot  be  delivered  within  twenty-four  hours  the  shipper 
must  be  notified  and  at  expiration  of  thirty  days  shipment  shall 
be  returned  to  shippers,  unless  limit  extended  by  shippers. 

Due  to  the  fact  that  this  shipment  was  returned  to  us  with- 
out advice  or  authority,  we  were  denied  the  opportunity  of  ex- 
tending the  limit  to  hold  the  shipment  at  destination,  and  an  op- 
portunity to  get  in  touch  with  the  consignee  or  disposing  of  same 
to  another  party. 

As  we  had  to  pay  transportation  charges  on  this  shipmen 
in  both  directions,  and  therefore  filed  claim    to    recover  thest 
charges,   the   express   company  advises   that   even   though  they 
are  at  fault,  they  cannot  entertain  this  claim,  but  offer  in  ad- 
justment to  return  this  shipment  to  its  original  destination.   They 
will  then  refund  the  charges  and  promptly  notify  us  of  it  being 
on  hand  there  and  again  return  to  us,  collecting  charges  in  boll 
directions.     Is  the  express  company  liable  for  these  charges  a 
Iocs  their  adjustment  which  they  offer  relieve  them  from  paying 
•his  claim? 

Answer:  It  was  the  duty  of  the  express  company  to  notify 
you  of  the  fact  that  the  goods  in  question  were  unclaimed, 
thereby  affording  you  an  opportunity  to  dispose  of  same  to  an- 
other party  at  the  point  where  held  or  at  some  other  point  in 
that  vicinity.  Failing  to  do  this,  we  do  not  believe  that  the 
carrier  can  rightfully  expect  you  to  again  forward  the  shipment 
to  its  original  destination  and,  in  the  event  you  cannot  dispose 
of  it  at  that  point  or  at  some  point  near  by,  to  have  it  returned 
at  your  expense,  for  the  reason  that  the  opportunity  you  might 
have  had  to  dispose  of  it  may  not  be  open  to  you  at  this  time. 
Therefore  unless  you  can,  by  reforwarding  it,  dispose  of  it  to 
advantage,  the  carrier  should,  at  least,  refund  the  charge  col- 
'*»oted  on  the  shipment. 

Rate  Under  Intermediate  Rule  on  Intrastate  Shipment 

Nevada.— Question:  On  September  20,  1920,  we  shipped  a 
".arload  of  second-hand  machinery  from  Goldfield,  Nev.,  to  Reno, 
Vev.,  making  an  inti  astate  shipment.  The  railroads  have  charged 
us  the  class  rate  of  127  cents  per  100  pounds,  being  class  A 
:ate  from  Goldfleld,  Nev.,  to  Reno,  Nev. 

We  placed  claim  on  this  under  item  6820  of  PFTB  Tariff 
l-E  which  names  a  commodity  rate  on  second-hand  machinery 
'rom  Goldfield,  Nev.,  to  San  Francisco,  Calif.,  this  item  specific- 
illy  stating  that  it  applies  to  or  from  intermediate  points,  and 
Reno,  Nev.,  is  intermediate.  Rate  named  is  94  cents  per  100 
pounds. 

On  August  26,  1920,  the  Interstate  Commerce  Commission 
idvanced  rates  25  per  cent,  but  the  Nevada  commission  declined 
them,  and  intrastate  rates  in  Nevada  were  not  increased  until 
about  April  21,  1921,  so  that  the  shipment  above  described  moved 
intrastate  during  this  period. 

The  railroads  now  advice  that  they  are  unable  to  apply  the 
94-cent  rate  because  it  was  increased  to  117%  cents  by  the  In- 
terstate Commerce  Commission,  and,  further,  that  they  are  un- 
able to  use  the  117  Ms-cent  interstate  rate  because  the  94-cent  rate 
was  not  increased  by  the  Nevada  commission.  In  other  words, 
they  claim  that  the  94-cent  commodity  rate  was  automatically 
canceled  in  so  far  as  it  applies  to  intrastate  rates,  by  the  action 
of  the  Interstate  Commerce  Commission  in  increasing  the  inter- 
state rate.  It  would  seem  to  us  that  the  94-cent  rate  should  ap- 
ply, especially  as  the  item  specifically  names  it,  to  intermediate 
points.  Kindly  advise  as  to  whether  there  have  been  any  cases 
of  this  nature  settled  either  by  the  Commission  or  in  the  courts. 

Answer:  The  intermediate  rule  has  the  same  effect  as 
though  Reno,  Nev.,  was  specifically  shown  in  item  6820  as  taking 
the  94-cent  rate.  The  August  26  increase  supplement  contains 
a  provision  to  the  effect  that  this  supplement  does  not  increase 
rates  on  traffic  within  Nevada  and,  as  the  haul  from  Goldfield 
to  Reno  was  entirely  within  the  state  of  Nevada,  the  94-cent  rate 
should  be  applied  on  your  shipment. 

Carrier's  Liability  in  Connection  with  Transferring  Lading  from 
Damaged  Car 

Pennsylvania. — Question:  We  are  much  interested  in  your 
answer  to  "Florida"  in  June  11  issue  of  The  Traffic  World. 
I^ast  June  we  received  a  carload  over  "A"  carrier.  Same  was 
placed  for  delivery  on  track  used  jointly  by  carriers  "A"  and 
"B,"  and  unloaded.  Car  was  switched  around  our  mill  tracks 
for  four  or  five  days,  when  we  loaded  car,  and  billed  out  via 
"B"  carrier.  When  loading  was  completed,  "B"  carrier's  in- 
spector condemned  car  account  of  broken  draft  bolts.  Afterward 
"B"  carrier  switched  car  out,  and  in  so  doing  further  damaged 
car,  and  we  had  to  transfer  lading.  We  agree  that  all  cars 
should  be  inspected  before  loading,  but  it  is  carrier's  obligation 
to  furnish  good  cars  or  inspect  properly  cars  placed  for  unload- 
ing, without  the  necessity  of  our  soliciting  inspection  before  re- 
loading. Defects  in  this  case  are  ones  which  only  a  trained  car 
inspector  would  discover. 

We  charged  "A"  carrier  coat  of  transfer,  claiming  it  was 
their  obligation  to  inspect  car  at  time  original  load  was  placed 
or  aflerward,  which  they  failed  to  do.  "A"  carrier  declines 
flalm.  stHting  we  should"  not  have  loaded  car  without  inspection. 


Please  advise  obligation  of   carrier  "A,"   or  both  carriers,  "A" 
and  "B,"  to  stand  cost  of  transfer. 

Answer:  The  whole  question,  as  we  see  it,  hinges  on  the 
following:  Was  the  car  furnished  by  the  carrier  for  loading  or 
did  the  shipper  simply  appropriate  the  car  and  load  it? 

If  the  car  was  furnished  by  the  carrier  it  is  our  opinion  that 
the  carrier  furnishing  the  car  should  be  held  liable  for  the  cost 
of  transferring  the  lading,  but  if  the  car  was  appropriated  by 
the  shipper  without  any  understanding  with  the  carrier  as  to 
whether  or  not  car  was  available  for  loading,  it  is  our  opinion 
that  the  shipper  should  stand  the  cost  of  transfer. 

Storage   Charges  on    Unclaimed   Shipments 

Connecticut. — Question:  On  reading  over  in  your  issue  of 
April  30  your  answer  to  "Wisconsin"  on  the  right  of  assessing 
storage  charge  on  unclaimed  shipments,  we  are  somewhat  at  sea. 

Are  we  to  infer  that  where  consignee  refuses  shipments, 
storage  charges  do  not  begin  until  fifteen  days  after  shipper  is 
notified  of  this  refusal,  it  being  assumed  that  proper  notices 
were  sent  in  each  case? 

Answer:  In  our  answer  to  "Wisconsin"  on  page  937  of  The 
Traffic  World  of  April  30,  1921,  it  was  not  our  intention  to  con- 
vey the  idea  that  storage  charges  do  not  begin  to  run  on  un- 
claimed freight  until  fifteen  days  after  the  shipper  is  notified  of 
the  failure  of  consignee  to  accept  the  goods.  Under  the  provi- 
sions of  section  B,  rule  5,  of  J.  E.  Fairbanks'  Uniform  Storage 
Tariff  1-B,  I,  C.  C.  9,  storage  charges  begin  to  run  after  the  ex- 
piration of  the  free  time,  as  provided  for  in  rule  3,  provided,  of 
course,  that  notice  has  been  given  consignee,  in  accordance 
with  section  A,  rule  2.  The  charges  continue  to  run  after  the 
fifteen-day  period,  if  notice  has  been  mailed  to  shipper.  If  the 
carrier  fails  to  give  such  notice  then,  in  accordance  with  section 
C-4  of  rule  7,  no  storage  should  accure  between  the  end  of  the 
fifteen-day  period  and  the  time  shipper  is  notified  of  the  con- 
signee's failure  to  accept  the  shipment. 

Undercharges — Collection   of  from   Consignee 

Ohio. — Question:  A  carload  of  scrap  iron  was  billed  to  us 
from  Cleveland,  O.,  during  October,  1917,  being  received  by  us 
and  total  freight  charges  paid  during  same  month,  freight 
charges  being  assessed  at  local  rate  applicable  from  Cleveland, 
O.,  the  freight  bill  giving  no  further  informaticn  than  that  the 
shipment  originated  at  Cleveland.  The  charges  so  paid  by  us 
were  accordingly  deducted  from  invoice  in  settlement  for  same, 
the  material  being  purchased  by  us  f.  o.  b.  Canton. 

We  are  now  presented  by  the  delivering  line  agent  here  with 
an  additional  freight  bill  for  $59.25,  representing  advance  charges 
without  any  explanation  of  same,  and  we  are,  therefore,  pre- 
suming the  shipment  originated  at  some  point  beyond  Cleveland, 
or  that  these  charges  accumulated  somehow  in  Cleveland. 

The  firm  from  whom  we  purchased  this  material  is  not  now 
in  existence,  and,  therefore,  the  additional  amount  as  paid  must 
be  borne  by  us.  However,  in  view  of  the  fact  that  over  three 
and  one-half  years  have  elapsed  since  delivery  of  shipment,  we 
believe  it  an  injustice  to  be  forced  to  pay  this  additional  charge 
and  are  wondering  if,  under  paragraph  3  of  section  16  of  the 
transportation  act,  the  railroad  company  can  legally  collect  this 
additional  charge  from  us.  At  this  writing  we  cannot  advise  if 
same  was  an  interstate  or  intrastate  shipment. 

Answer:  As  to  interstate  shipments,  the  law  imposes  upon 
the  carrier  the  duty  of  collecting  the  lawful  rate  from  either 
the  consignee  or  consignor  (see  Conference  Ruling  314  of  the 
Interstate  Commerce  Commission).  No  excuse  which  operates 
as  an  evasion  of  the  lawful  rate  has  any  standing  as  a  matter 
of  law  in  defense  of  a  proved  violation  of  such  rates,  whether 
arising  from  mistake,  inadvertence,  or  honest  agreement,  and 
where  the  carrier  has  collected  less  than  the  published  rate,  it 
may  bring  an  action  to  recover  the  balance  due.  N.  Y.  N.  t 
&  H.  vs.  York  &  Whitney  Co.,  102  N.  E.  366. 

An  action  by  the  carrier  for  the  balance  due,  if  the  shipment 
was  an  interstate  one,  may  be  brough't  within  the  period  of  limi- 
tation of  the  state  statute,  but  not  later  than  three  years  from 
March  1,  1920,  as  the  provisions  of  paragraph  3  of  section  1 
of  the  transportation  act  are  not  retroactive,  but  apply  only  to 
causes  of  action  arising  on  and  subsequent  to  March  1,  1920. 
If  the  shipment  moved  intrastate  then  the  state  laws  ap- 
plicable to  such  traffic  govern. 

Liability  of  Carrier  Under  Cummins  Amendment 
New  York. — Question:    On  January  13,  1921,  we  filed  claim 
against  the  Great  Northern  Railway  Company  in  the  amount  of 
$59.60  to  cover  the  loss  of  one  (1)  piece  wrought  pipe  which  was 
short  upon  loading  into  steamer  at  Pacific  coast. 

Although  we  supported  our  claim  with  loading  affidavit  and 
all  other  necessary  documents,  the  Great  Northern  Railway 
Company  do  not  feel  inclined  to  pay  our  claim  upon  the  above 
basis.  They  desire  that  we  cut  said  claim  50  per  cent  and  quote 
as  their  authority  "the  Pittsburgh  Agreement,"  which  agreement, 
they  state,  is  a  contract  entered  into  between  the  carriers  and 
shippers  operating  within  the  Pittsburgh  district,  whereby  both 
parties  agree  that  only  50  per  cent  of  any  loss  will  be  paid  b 
the  carriers  in  the  event  that  the  railroad  company  upon  inves- 
tigation cannot  develop  evidence  of  loss  in  transit. 

While,  as  stated  above,  we  furnished  them  with  an  affidavit 
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Galveston's  Leadership  Unquestioned 

This  port  leads  all   others  in  exportation  of  cotton,  receipts — July  15 — 3,040,465- 
nearest  rival  1,448,272. 

Wheat  exports  for  fiscal  year  ending  June  30th — Galveston  86,645,554.47  bushels 
-nearest  rival,  72,667,339. 

The  port  also  stands  by  itself  in  handling  oil,  cotton  seed  cake,  meal,  sulphur  and 
many  other  commodities. 

"This  Is  the  Result  of  Good  Service" 

An  efficient  system  of  water  terminals  co-ordinating  with  fine  rail  service  to  the 
entire  trade  territory— 

The  steamship  service  of  the  Port  is  as  good  as  you  can  find— 
The  Galveston  business  man  renders  you  personal  service- 
Give  him  a  trial- 
For  rates,  data  and  information 

Address  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas.          .       ..    .     . 
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of  loading,  still  they  contend  that,  inasmuch  as  this  material 
was  of  a  very  bulky  nature  and  was  forwarded  in  a  gondola  car, 
same  could  not  easily  have  been  lost  while  moving  from  point 
of  origin  to  Pacific  seaboard. 

However,  we  insisted  upon  their  supplying  us  with  a  copy 
of  this  Pittsburgh  agreement  and  are,  accordingly,  attaching  a 
copy  hereto,  which  we  note  is  the  outcome  of  a  conference  which 
was  held  in  Pittsburgh  January  16,  1906.  Kindly  inform  us 
whether  this  agreement  is  still  in  effect,  as  we  are  inclined  to 
believe  that  the  Great  Northern  Railway  Company  is  not  justified 
in  demanding  that  we  amend  our  claim  on  the  basis  of  50  per 
cent. 

Answer:  The  Cummins  amendment  to  the  act  to  regulate 
commerce  provides  that  a  carrier  is  liable  "for  the  full  actual 
loss,  damage  or  injury"  to  a  shipment  caused  by  it,  or  by  a  con- 
necting carrier,  "notwithstanding  any  limitation  of  liability  or 
limitation  of  the  amount  of  recovery  or  representation  or  agree- 
ment as  to  value  in  any  such  receipt  or  bill  of  lading,  or  in  any 
contract,  rule,  regulation,  or  in  any  tariff  filed  with  the  Inter- 
state Commerce  Commission;  and  any  such  limitation,  without 
respect  to  the  manner  or  form  in  which  it  is  sought  to  be  maus 
is  hereby  declared  to  be  unlawful  and  void." 

Inasmuch  as  a  common  carrier  which  receives  goods  for 
transportation  becomes  an  insurer  thereof,  it  is  liable  for  any 
loss  thereof  or  injury  thereto,  unless  such  loss  or  injury  occurred 
through  some  cause  for  which  the  law  exempts  the  carrier. 
Therefore,  any  contract  which  limits  the  carrier's  liability  as  an 
insurer  is  unlawful  and  void.  It  is  our  opinion  that  the  agree- 
ment to  which  you  refer  is  a  limitation  of  the  carrier's  liability 
and  is  therefore  void  under  the  Cummins  amendment. 
Transportation  Tax — Time  Within  Which  Claims  for  Refund 
Must  Be  Filed 

Virginia. — Question:  Kindly  advise  if  we  have  redress  in 
collecting  from  carriers  war  tax  erroneously  collected  by  them 
on  January  17,  1918.  It  is  claimed  that  two-year  limitation 
governs. 

Answer:  Under  section  3228  of  U.  S.  Revised  Statutes,  a 
claim  for  refund  of  a  transportation  tax  which  has  been  improp- 
erly assessed  should  be  filed  with  the  Commissioner  of  Internal 
Revenue  within  two  years  from  the  date  of  collection.  While 
there  has  been  no  formal  ruling  of  the  Treasury  Department 
with  respect  to  the  application  of  section  3228  to  refunds  of  a 
tax  on  overcharges,  it  is  being  held  informally  by  the  Commis- 
sioner of  Internal  Revenue  that  the  two-year  period  of  limitation 
applies  to  all  classes  of  claims  for  refund. 
Damages — Measure  of,  Where  Goods  Are  Returned  to  Consignee 

Illinois. — Question:  In  our  letter  to  you  of  May  23,  relative 
to  the  measure  of  damage  against  carrier  for  delay,  we  note  that 
either  our  letter  to  you  was  not  clear  or  your  answer  in  The 
Traffic  World  of  the  18th  of  June  is  not  understood.  We  ap- 
preciate the  fact  that  the  measure  of  damage  on  an  outbound 
move  would  be  the  difference  between  the  market  value  on  the 
goods  at  destination  at  the  time  they  arrived  and  the  time  that 
they  should  have  arrived  in  the  usual  course  of  transportation. 
However,  in  our  case  it  is  generally  caused  by  the  fact  that  the 
carrier  does  not  complete  the  bill  of  lading  contract.  In  other 
words,  he  does  not  notify  the  consignee  in  line  with  the  instruc- 
tions on  the  bill  of  lading  and  shipment  generally  remains  on 
hand  unclaimed  and  subsequently  returned  to  us  at  Chicago,  and 
upon  the  return  move  to  us  at  Chicago  the  value  of  the  mer- 
chandise has  depreciated,  so  that  instead  of  it  being  valued  at 
the  original  invoice  price  to  the  original  consignee  it  has  de- 
preciated to  the  extent  of  five  or  six  dollars,  as  the  case  may  be. 

It  is  the  carrier's  contention  that  this  is  dead  freight,  and, 
while  they  are  liable  for  an  unreasonable  de'ay,  they  do  not  feel 
that  they  are  responsible  for  more  than  the  actual  transportation 
charges  or  damages,  repairs.  We  understand  that  in  case  of 
complete  loss  the  carrier  would  be  liable  for  the  difference  be- 
tween the  market  value  of  the  goods  at  destination  at  the  time 
they  arrived  and  the  time  they  shou'd  arrive,  but  the  main  point 
•we  are  trying  to  arrive  at  is  whether  the  return  of  it  at  Chicago 
would  be  considered  the  destination  and  in  event  that  the  carrier 
did  not  complete  the  bill  of  lading  contract  on  the  outbound 
move.  We  also  have  cases  where  a  shipment  is  unclaimed  at 
destination  and  we  reconsign  them  and,  either  on  account  of 
negligence  on  the  part  of  the  party  to  whom  the  reconsigning 
instructions  are  sent  or  through  just  an  error  on  the  part  of 
the  carrier,  the  shipment  is  not  returned  until  claim  for  loss  is 
filed,  so  that  there  is  a  matter  of  some  one  or  two  months  to  a 
year  before  the  shipment  is  returned  on  instructions  of  our 
office.  In  these  cases  also  merchandise  has  depreciated  and  we 
feel  that  the  carrier  is  responsible  for  the  delay  on  the  return 
move,  which  we  would  consider  unreasonable  delay,  and  which 
we  believe  would  apply  on  this  so-called  dead  freight. 

We  can,  of  course,  furnish  a  proper  invoice  showing  that 
the  value  of  the  merchandise  to  us  upon  return  to  Chicago  is 
considerably  less  than  the  original  value  to  the  consignee  on 
the  outbound  move.  We  have  had  several  instances  where  some 
of  the  carriers  are  paying  such  claims  and,  on  the  other  hand, 
one  carrier  in  particular  seems  to  be  of  the  impression  that,  as 
this  is  dead  freight  and  is  not  in  any  way  like  live  stock,  grain 
or  WOffeg  r'ar'ryftfg  a,  market  VWtfp  fbtft.  tbVy1  'cVnn'ol  bv  b>ld 


liable  for  more  than  the  actual  transportation  charges,  which 
they  claim  is  the  full  extent  of  their  liability  on  account  of  failure 
to  perform  the  bill  of  lading  contract,  assuming,  of  course,  that 
the  shipment  is  in  perfect  condition  when  returned  to  us  at 
Chicago  except  for  the  fact  that  the  value  of  same  has  depre- 
ciated. 

Answer:  Where  goods  are  not  delivered  at  destination 
either  by  reason  of  the  failure  of  the  carrier  to  notify  the  con- 
signee of  their  arrival  or  because  of  being  refused  or  unclaimed 
by  consignee,  it  is  the  duty  of  the  carrier  to  notify  the  consignor 
of  such  fact,  and  if  he  fails  in  this  respect  he  is  liable  for  any 
damage  which  results.  If  the  consignor  accepts  the  goods  which 
have  been  returned  by  the  carrier  without  instructions  from 
the  consignor,  he  may  hold  the  carrier  liable  for  damages,  the 
measure  of  which  is  the  difference  in  their  value  at  the  time 
they  should  have  been  delivered  at  destination  and  their  value 
when  tendered  to  the  consignor,  plus  transportation  charges  for 
the  return  movement,  if  such  charges  have  been  assessed  by 
the  carrier. 

Claims  for  Loss  or  Damage,  Interest  on 
New  Yoik. — Question:  During  September,  1920,  we  pur- 
chased a  car  of  denatured  alcohol,  which  car  arrived  with  a  loss 
of  456.06  gallons.  Accordingly  I  filed  claim,  which  was  paid  in 
full,  with  the  exception  of  freight  charges  on  that  part  which 
was  missing.  Among  the  papers  submitted  in  substantiation  of 
our  claim  was  a  copy  of  the  original  invoice  to  us,  which  invoice 
showed  that  the  shipper  allowed  our  company  freight  charges. 
It  is  the  railroad's  contention  that,  in  view  of  this,  the  fact 
that  they  paid  our  claim  based  on  a  fixed  sum  per  gallon  auto- 
matically  included  the  proportionate  freight  charge.  We  con- 
tend that  they  are  liable  to  either  the  shipper  or  the  consignee 
for  freight  charges  on  the  loss,  and  would  appreciate  it  very 
much  if  you  will  advise  us  your  opinion  in  the  matter. 

Answer:  The  rule  is  that  in  determining  the  value  at  point 
of  destination,  unpaid  freight  charges  are  to  be  deducted,  for, 
while  the  shipper  is  not  bound  to  pay  freight  where  the  carrier 
fails  to  perform  his  obligation  to  deliver  in  good  condition,  yet 
he  should  not  have  the  advantage  of  the  increased  value  of  the 
goods  due  to  their  transportation.  That  is,  the  shipper  is  en- 
titled to  the  net  value  at  the  place  of  destination.  If  freight 
charges  have  been  paid,  the  value  of  the  property  without  ref- 
erence to  such  charges  is  the  basis  of  recovery. 

Notice  of  Claim 

New  York. — Question:  I  notice  in  your  Vol.  XXVIII,  page 
32,  2d  inst,  you  advise  "New  York"  that  the  courts  are  liberal 
in  construing  the  six  months'  clause  where,  in  addition  to  a 
tracer,  the  carrier  did  act  upon  the  tracer,  but  you  have  not 
cited  any  decision.  Will  you  advise  me  specially  of  any  deci- 
sions to  this  effect,  other  than  the  Massachusetts  lower-court 
decision  on  submitted  facts? 

Answer:  The  case  to  which  we  had  reference  is  that  of 
the  Hyatt  Roller  Bearing  Co.  vs.  P.  R.  R.,  104  Atl.  82. 

Misquotation  of  Rate 

Virginia. — Question:  Your  answer  to  "Pennsylvania,"  in  the 
June  18  issue  of  The  Traffic  World,  as  to  erroneous  rate  quota- 
ticns  by  carrier  upon  written  request  therefor.  Under  the  pro- 
visions of  section  8  of  the  act  to  regulate  commerce,  it  seems 
that  the  shipper  is  given  the  right  to  recover  damages  for  any 
violation  of  the  act.  Manifestly,  a  misquotation  of  rate  in  re- 
sponse to  the  shipper's  written  request  therefor  is  a  violation 
of  the  act,  that  he  may  recover  for  in  a  proper  action  in  a  court 
of  competent  jurisdiction.  The  ruling  you  have  outlined  seems 
to  have  held  good  before  the  1910  amendment,  but  not  now. 
This  interpretation  of  the  law,  as  it  now  stands,  is  not  in  conflict, 
as  we  understand,  with  either  the  Henderson  Elevator  case  or 
the  Alr-ers  Commission  case.  See  Obear-Nester  Glass  Co.  vs. 
M.  P.  Ry.  Co..  41  I.  C.  C.  Rep.  446,  and  Utah  Wholesale  Grocery 
Co.  vs.  N.  &  W.  Ry.  Co.,  39  I.  C.  C.  Rep.  345,  346. 

Answer:  In  our  opinion  the  decision  of  the  Supreme  Court 
of  the  United  States  in  the  Henderson  Elevator  case,  226  U.  S 
441,  definitely  determines  the  question  of  whether  or  not  a  ship- 
per may  recover  damages  because  of  a  loss  alleged  to  have  been 
sustained  by  an  erroneous  quotation  of  a  freight  rate  by  an  agent 
of  a  railroad.  In  tMs  case  Chief  Justice  White  said  in  part: 
"The  Henderson  Elevator  Company,  defendant  in  error,  as  p'ain- 
tiff  below  brought  this  action  to  recover  damages  from  the  rail- 
road company,  the  plaintiff  in  error,  because  of  a  loss  alleged 
to  have  been  sustained  by  an  erroneous  quotation  by  the  agent 
of  the  railroad  company  of  the  freight  rate  on  corn  shipped  in 
interstate  commerce  from  the  station  of  the  railroad  company 
at  Henderson,  Ky.  A  rate  of  10  cents  per  hundred  pounds  was 
quoted  by  the  agent  when,  in  fact,  the  rate  as  fixed  by  the  pub- 
lished tariff  on  file  with  the  Interstate  Commerce  Commission 
and  effective  at  the  time  was  13%  cents  per  hundred  pounds. 
"It  is  clear  that  the  action  of  the  court  below  in  affirming  the 
judgment  of  the  trial  court  and  the  reasons  upon  which  that 
action  were  based  were  in  conflict  with  the  rulings  of  this  court 
interpreting  and  applying  the  act  to  regulate  commerce.  N.  Y.  C. 
vs.  U.  S..  212  U.  S.  504;  T.  &  P.  R.  R.  vs.  Mugg,  202  U.  S.  242; 
Gulf  R.  R.  Co.  vs.  Hefley,  158  U.  S.  98." 

It  should  be  observed  that  this  case  wap  decided  after  the 
'of  iSltt.  u&mVty.  in  l'91'8.  arfd  'ttla't'  CWef  iTust'lcV  Wnlft 
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of ''every  dollar 

lost  to  shippers 


OUT  of  every  dollar  of  freight  rev- 
enue the  carriers  pay  3.2  cents  in 
loss  and  damage  claims. 

This  loss  must  Le  charged  against  all 
shippers,  since  it  has  to  &o  against  the 
cost  of  doin&  business. 

If  you  pay  the  "insurance"  why  not  be 
insured? 

Duo-Safety 
Shipping  Tags 

Your  Insurance  Against  Lost  Shipments 


If  Tag  is 
destroyed 


Ask  for  Our  Advice 
on  Tags 

We  will  &ive  it  at  our  plant 
or  through  our  representa- 
tive feladly  and  without 
obligation.  It  is  the  way 
we  have  built  our  business 
as  tag  specialists. 


Our  Plant  at 

Whipple  Street 

and  Carroll  A  venue 

Chicago 


7HIS  type  of  ta&  is  our  exclusive  product. 
-*•  It  costs  more  than  the  ordinary  ta&.     Yet 
its  cost,  per  shipment,  cannot  be  more  than 
one,  two  or  three  mills — a  cheap  insurance 
against  loss. 

The  Tag  with  the  Safety 
Identification  Stub 

The  identification  stub  of  this  ta&  cannot  be 
destroyed.  (See  illustration).  The  stub  carries 
your  return  address  or  any  directions  you 
want.  If  the  ta&  is  destroyed  most  carriers 
merely  notify  you,  asking  for  further  shipping 
instructions. 

The  fcoods  go  forward  promptly  and  you 
are  saved  a  disappointed  customer  as  well 
as  saved  from  loss. 

More  than  600  firms  adopted  the 
Duo-Safety  Shipping  Ta&  the  first 
year  we  brought  it  out — a  tribute  to 
our  form  of  service,  which  extends 
also  to  work  ta&s,  coupon  tafcs  and 
every  known  kind  of  ta&. 


Sales  Offices: 


New  York  City 
St.  Louis.  Mo. 
Denver.  Colo. 
Loft  Angeles ,Cal. 
Cleveland.  Ohio 


Roche«ter.   N.  Y. 
Milwaukee.  Wi.. 
Kansas  City.  Mo. 
Detroit.  Mich. 
Boston,  Mas*. 


INTERNATIONAL.  TXo 

TXo  SERVICE 
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cites  the  case  of  T.  &  P.  R.  R.  vs.  Mugg,  202  U.  S.  242,  which 

case  is  likewise  cited  by  the  Interstate  Commerce  Commission 

in  the  case  of  Obear-Nester  Glass  Co.  vs.  Mo.  Pac.  Ry.,  41  I.  C.  C. 

446. 

Transportation  of  Explosives — Liability  of  Shipper  for  Injury  to 

Equipment 

Tennessee. — Question:  Kindly  advise  if  carriers  can  hold 
shippers  liable  for  damage  to  equipment  in  the  movement  of 
freight  loaded  according  to  the  rules  of  the  Bureau  of  Explosives, 
which  damage  resulted  from  combustion. 

Answer:  Inasmuch  as  the  carrier  holds  itself  out  to  trans- 
port explosives,  we  are  of  the  opinion  that  if  the  shipper  has 
complied  with  the  rules  of  the  Bureau  of  Explosives  in  loading 
such  freight,  no  liability  exists  on  the  part  of  the  shipper  for 
damage  to  the  equipment  of  the  carriers  in  which  such  explo- 
sives are  loaded,  which  damages  result  from  combustion.  We 
have  been  unable  to  locate  any  court  decisions  which  pass  upon 
the  question. 

Routing — Liability  of  Express  Company  in  the  Event  of  Uncer- 
tainty as  to  Intended  Destination 

California. — Question:  John  Smith  &  Co.,  Toledo,  O.,  makes 
a  shipment  by  express,  the  package  and  express  receipt  being 
marked,  A.  Brown  &  Co.,  New  York,  for  Richard  Roe,  San  Fran- 
cisco, A.  Brown  &  Co.  being  New  York  brokers  for  Richard  Roe 
and  the  intention  being  to  have  A.  Brown  &  Co.  forward  this 
package  in  one  of  their  shipments  by  steamer  to  Richard  Roe. 
The  express  company,  Instead  of  carrying  this  package  to  New 
York,  carried  same  to  San  Francisco,  collecting  express  charges 
from  Toledo  to  San  Francisco,  cfaim  being  made  for  refund  of 
charges,  consignee  offering  to  pay  express  charges  from  Toledo 
to  New  York,  plus  steamer  charges  from  New  York  to  San  Fran- 
cisco; express  company  refuses  payment  of  claim,  stating  that  it 
has  been  ruled  by  their  general  traffic  department  that  where 
ultimate  consignee  and  destination  is  shown  on  shipment  and 
same  is  carried  by  express  to  final  destination,  the  full  express 
charge  must  be  collected  and,  in  order  to  have  insured  delivery 
to  A.  Brown  &  Co.,  New  York,  the  name  of  Richard  Roe  should 
have  been  omitted  and  shipment  simply  addressed  to  A.  Brown 
&  Co.,  New  Yoik.  Kindly  advise  if  they  are  correct. 

Answer:  In  the  case  of  Gerhard  Mennon  Chemical  Co.  vs. 
Merchants  Express  &  Transportation  Co.,  68  Atl.  906,  it  was  held 
that  where  goods  are  delivered  to  a  common  carrier  for  carriage, 
and  after  examination  of  the  shipping  directions,  it  appears  that 
they  are  so  uncertain  as  to  render  it  doubtful  as  to  what  destina- 
tion was  meant,  it  is  the  duty  of  the  common  carrier  to  hold  the 
goods  until  the  true  destination  can  be  obtained  by  inquiry,  and 
judgment  was  awarded  for  the  difference  between  the  charges  via 
the  route  the  goods  moved  and  via  the  route  they  should  have 
moved.  See  also  Weaver  vs.  So.  Ry.  Co.,  115  S.  W.  500,  to  the 
same  effect.  The  circumstances  under  which  the  shipment  re- 
ferred to  by  you  was  made  are  similar,  and  the  liability  of  the 
carrier  should  be  governed  by  the  decisions  referred  to  above. 

Freight  Charges — Liability  of  Warehouseman  for 
Louisiana. — Question:  A  ships  car  to  B.  B  desires  to  place 
shipment  in  storage  and  requests  us  to  order  the  railroad  to 
place  the  car  on  our  switch.  This  is  done,  the  order  showing 
that  it  is  for  the  account  of  consignee.  The  jar  is  placed  and 
unloaded  and  consignee,  in  the  course  of  a  few"  months,  with- 
draws all  of  the  goods.  After  a  year  elapsed  the  railroad  dis- 
covered that  they  failed  to  collect  their  charges  from  the  con- 
signee and  are  calling  upon  us  to  pay  same.  We  have  refused 
to  pay,  claiming  that  they  should  call  upon  either  the  shipper 
or  consignee  for  their  freight  charges,  we  acting  only  as  ware- 
housemen. They  claim  that  we  ordered  the  car  and  that  as  we 
were  on  their  credit  accommodation  list  we  should  have  pro- 
tected them  for  the  freight  charges.  While  we  ordered  the  cars, 
it  was  done  for  account  of  the  consignee,  the  consignee  having 
no  right  to  order  in  his  name  any  car  of  freight  for  our  private 
switch.  As  a  matter  of  fact,  the  railroad  would  not  have  hon- 
ored his  order  unless  O.  K.'d  by  us,  which  amounts  to  the  same 
thing.  The  shipper  and  consignee  both  refuse  to  pay  the  freight. 
Can  the  railroad  hold  us? 

Answer:  While  we  do  not  locate  decisions  of  the  courts 
covering  a  state  of  facts  similar  to  those  outlined  by  you,  it  is 
our  opinion  that  the  railroad  company  cannot  hold  you  for  the 
freight  charges  in  question,  but  must  proceed  against  either  the 
consignor  or  the  consignee.  This  for  the  reason  that  your  com- 
pany furnished  terminal  facilities  only,  and  of  this  fact  the  car- 
rier was  aware  at  the  time  the  shipment  was  placed  on  your 
switch. 

Damages — Measure  of 

Ohio. — Question:  Last  fall  we  had  a  marble  slab  shipped 
from  West  Rutland,  Vt.,  to  us  at  Marietta,  O.  When  the  slab 
arrived  at  Marietta  it  was  broken  and  could  not  be  used  by  us 
for  the  purpose  for  which  it  was  intended;  that  is,  a  marble 
switchboard,  and  it  was  necessary  for  us  to  order  a  replacement. 
The  slab  was  of  necessity  drilled  full  of  holes  to  allow  of  the 
entrance  of  many  wires  and  as  a  result  when  it  was  broken 
t  lost  all  salvage  value,  but  the  Pennsylvania  Railroad  Company 
has  maintained  that  we  must  fix  some  salvage  value  and  that 
that  salvage  value  must  be  deducted  from  the  amount  of  our 


claim.  In  addition  and  inasmuch  as  it  took  a  little  more  than 
six  weeks  to  get  the  original  shipment  from  West  Rutland,  to 
Marietta  by  freight,  we  ordered  the  replacement  shipped  by 
express,  the  express  charges  amounting  to  $28.48,  and  we  in- 
cluded that  $28.48  in  our  claim.  We  had  a  crew  of  electricians 
at  Marietta  awaiting  the  arrival  of  the  replace  shipment  and 
had  the  replacement  moved  by  freight  and  taken  six  weeks  in 
transit,  as  the  original  shipment,  it  would  have  meant  keeping 
that  electrical  crew  at  Marietta  for  several  weeks  without  work 
or  bringing  them  back  to  Dayton  and  later  returning  them  to 
Marietta.  In  either  event  the  expense  would  have  been  consid- 
erably greater  than  $28.48  express  charges.  The  Pennsylvania 
Railroad  Company  maintains  that  they  cannot  allow  the  express 
charges,  but  can  merely  allow  the  equivalent  of  the  freight 
charges,  which  would  have  been  $4.17. 

It  has  been  our  contention  that,  inasmuch  as  the  replace- 
ment was  made  necessary  through  the  negligence  of  the  trans- 
portation company,  that  we  are  entitled  to  reimbursement  for 
the  amount  of  the  express  charges  as  well  as  for  the  amount 
of  the  invoice.  We  would  like  to  have  your  opinion  in  the  mat- 
ter and,  if  we  are  correct,  would  like  to  have  you  advise  the 
authority  for  such  an  opinion. 

Answer:  The  rule  is  that  in  case  of  partial  injury  to  a 
shipment  it  is  the  consignee's  duty  to  accept  and  rely  on  an 
action  against  the  carrier  for  the  damage.  However,  where  the 
goods  are  so  materially  damaged  as  to  destroy  their  value,  the 
consignee  may  refuse  to  accept  and  sue  for  the  full  value,  since, 
in  that  event,  nothing  that  the  consignee  might  do  would  lessen 
the  loss  and  so  diminish  the  carrier's  liability.  If  in  the  instant 
case  the  marble  slab  has  any  salvage  value,  it  is  your  duty  to 
sell  it  and  the  amount  received  therefor  must  be  deducted  from 
the  amount  of  your  claim. 

With  respect  to  the  matter  of  the  express  charges  on  the 
duplicate  shipment,  inasmuch  as,  unless  at  the  time  the  ship- 
ment was  delivered  to  the  carrier  for  transportation,  the  carrier 
was  informed  of  the  fact  that,  unless  the  shipment  was  delivered 
in  good  condition  at  destination  you  would  be  put  to  the  expense 
of  maintaining  a  crew  of  electricians  at  Marietta  awaiting  the 
arrival  of  a  replacement  shipment  or  the  expense  of  returning 
the  crew  to  Dayton  and  then  returning  them  to  Marietta,  such 
damages,  which  are  known  as  special  damages,  could  not  be 
recovered,  it  is  somewhat  doubtful  whether  express  charges  on 
the  replacement  shipment  can  be  recovered,  as  in  a  sense  they 
are  likewise  special  damages.  We,  however,  know  of  no  deci- 
sions of  the  courts  which  pass  upon  this  question. 

Liability  of  Carrier  for   Loss  of  Coal 

Ohio. — Question:  Kindly  advise  the  carrier's  liability  for 
the  value  of  coal  supposed  to  have  been  lost  in  transit,  or  where 
the  carrier's  scale  net  weight  at  destination  shows  1,500  pounde 
or  less  than  at  the  mines. 

Can  you  quote  a  court  decision  where  the  carriers  are  liable 
to  the  consignee  for  any  difference  in  weight?  I  understand  that 
no  allowance  will  be  made  on  the  waybills  for  freight  charges 
for  the  difference,  which  are  within  the  tolerance.  Does  this 
tolerance  affect  carrier's  liability  for  settlement  of  claims? 

Answer:  In  the  case  of  Baker  vs.  Dittlinger  Roller  Mills 
Co.,  203  S.  W.  789,  the  court  held  that  where  the  bill  of  lading 
issued  by  a  carrier  recited  that  it  received  a  certain  quantity 
of  wheat  and  the  car  arrived  at  destination  with  seals  unbroken 
and  the  carrier  showed  that  it  inspected  the  car  before  placing: 
the  same  for  the  shipper,  and  that  no  leak  was  discovered,  and 
that  the  car  was  inspected  twice  en  route  and  no  leak  was  dis- 
covered, but  nevertheless  at  destination  the  car  did  check  a  cer- 
tain number  of  pounds  of  wheat  short,  the  carrier  is  responsible 
for  such  difference,  as  it  is  liable  as  an  insurer  for  the  full 
amount  of  the  property  delivered  to  it,  and  its  only  defense  in 
case  of  an  alleged  shortage  is  to  show  that  such  quantity  was 
not  in  fact  delivered  to  it.  The  same  principle  should  apply 
to  shipments  of  coal. 

With  respect  to  the  matter  of  deductions  for  tolerance  and 
shrinkage,  our  views,  as  stated  in  our  answer  to  "Illinois,"  under 
the  caption,  "Damage — Deduction  for  Tolerance  and  Shrinkage 
in  Coal,"  on  page  566  of  the  March  12,  1921,  issue  of  The  Traffic 
World,  are  that,  in  addition  to  the  tolerance  resulting  from 
variance  in  scale  weights,  tolerance  for  shrinkage  due  to  evap- 
oration should  be  taken  into  account  in  arriving  at  the  amount 
of  damage  for  which  a  carrier  is  liable. 


OKLA.  &   ARK.   STOCK 

The  Oklahoma  &  Arkansas  Railway  Company,  in  an  applica- 
tion filed  with  the  Commission,  asks  authority  to  issue  and  dis- 
pose of  3,075  shares  of  capital  stock,  par  value  of  $100  a  share 
and  use  the  proceeds  to  construct  a  single-track,  standard-gauge 
line  of  railroad  approximately  twenty  miles  in  length,  extending 
from  Salina,  Okla.,  to  Kansas,  Okla.  If  sold  at  par,  the  compan> 
states,  the  stock  will  bring  $307,500,  with  which  the  proposes 
line  will  be  built  and  an  engine  bought.  The  stock  will  b< 
delivered  to  J.  W.  Hoffman  &  Co.,  contractors,  in  consideratior 
of  the  construction  of  the  line  and  the  delivery  of  one  locomo 
tive.  The  company  filed  a  separate  application  asking  permis 
sion  to  retain  the  excess  earnings  from  the  line  for  a  perio< 
of  ten  years. 
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REGULAR      SERVICE      Op"ato"r.,  iTnitecTst""?  Shipping  Board.        FREQUENT      SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  EDMORE,  July  20  **SS  WENATCHEE,  Aug.  27 

**SS  KEYSTONE  STATE,  July  30  SS  WHEATLAND  MONTANA,  Sept.  4 

SS  ELDRIDGE,  Aug.  12  **SS  SILVER  STATE,  Sept.  17 

"Combination  freight  and  passenger  (Length  533  feet;  21,000  tons  displacement;  speed  17)$  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Sinsapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  PAWLET,  August  11       SS  COAXET,  Sept.  6       SS  MONTAGUE,  Oct.  2 

For  Sailing  Dales,   Kates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 
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COAL  PRODUCTION  REPORT 

•The  Traffic  World  Washington  Bureau 

Soft  coal  production  dropped  to  6,163,000  tons  in  the  week 
'  ended  July  9  on  account  of  the  Fourth  of  July  holiday,  according 
to  the  weekly  report  of  the  Geological  Survey.  No  cars  were 
loaded  on  the  Fourth  and  the  loadings  for  the  rest  of  the  week 
were  as  follows:  July  5,  20,087  cais;  July  6,  24,031  cars;  July 
7,  25,060  cars;  July  8,  24,730  cars;  July  9,  19,122  cars.  Prelimi- 
nary reports  for  the  week  July  11-16  indicate  a  further  decline 
in  output,  loadings  for  the  first  two  days  of  that  period  being 
48,793  cars,  or  4,167  cars  less  than  on  the  first  two  days  of  the 
latest  full-time  week. 

"The  all-rail  movement  of  coal  to  New  England  slowed  down 
during  the  first  week  of  July,"  the  Survey  said.  "Reports  show 
that  3,288  cars  of  anthracite  and  2,647  cars  of  soft  coal  were 
forwarded  over  the  Hudson,  against  3,846  and  3,057  cars,  re- 
spectively, in  the  preceding  week. 

"Partly  because  of  the  Fourth  of  July  holiday,  lake  ship- 
ments declined  during  the  week  ended  July  10.  Of  the  835,616 
tons  dumped  into  vessels,  812,067  tons  were  cargo  coal  and  23,- 
549  tons  vessel  fuel.  When  compared  with  the  week  preceding, 
the  total  showed  a  decrease  of  304,505  tons,  or  26.8  per  cent 

"Cumulative  shipments  during  the  present  season  now  stana 
at  11,091,505  tons,  well  ahead  of  those  in  1918  and  1920,  and 
slightly  exceeding  1919. 

"Exports  from  Hampton  Roads  declined  sharply  during  the 
week  ended  July  9,  when  302,000  net  tons  were  dumped  for 
foreign  cargo,  and  72,000  tons  for  foreign  bunker.  The  total— 
374,000  net  tons— was  a  little  more  than  half  the  dumpings  for 
foreign  account  in  the  week  preceding. 

"Reports  show  a  decided  increase  in  tidewater  movement 
during  June.  Total  dumpings  at  the  five  Atlantic  coal  ports 
were  4,492,000  net  tons,  an  increase  over  May  of  705,000  tons,  and 
the  heaviest  since  November,  1920.  The  increase  was  largely 
due  to  the  heavy  export  demand  resulting  from  the  British 
miners'  strike.  Of  the  total  foreign  shipments — 2,040,000  net  tons 
— 1,480,000  tons,  or  74  per  cent,  went  from  Hampton  Roads.  This 
was  but  35,000  tons  less  than  the  record  for  that  port,  set  in 
October,  1920.  Exports  from  other  ports  increased  somewhat. 

"The  tonnage  for  bunker  increased  from  861,000  in  May  to 
914,000  in  June,  and  shipments  to  New  England,  from  581,000 
tons  to  720,000  tons." 

TRANSPORTATION  COMMITTEES 

The  Traffic  World   Washington  Bureau 

Resolutions  pledging  co-operation  with  the  Federal  Highway 
Council  in  making  a  survey  of  transportation  agencies  "for  the 
purpose  of  determining  in  the  public  interest  the  respective 
sphere  in  which  the  different  forms  of  transportation  are  most 
economic,  efficient  and  practical,"  and  favoring  federal  co-opera- 
tion in  highway  construction  and  maintenance,  were  adopted  by 
the  executive  committee  of  the  Mississippi  Valley  Association 
at  a  meeting  in  Washington,  July  18. 

The  resolution  relative  to  the  survey  set  forth  that  the  policy 
of  the  association  is  to  encourage  co-operation  between  all 
agencies  of  transportation  to  the  end  that  the  public  may  secure 
that  form  of  transportation  which  is  most  economical,  efficient 
and  practical.  The  resolution  quoted  Secretary  of  Commerce 
Hoover  as  stating  that  "the  prosperity  of  the  Mississippi  Valley 
is  very  largely  dependent  on  the  efficiency  of  its  transportation 
facilities,"  and  that  "there  is  room  for  a  comprehensive  study  of 
the  problem  in  all  its  relations,  so  that  the  money  expended  on 
terminals,  highways,  waterways  and  railroads  by  private  and 
local,  state  and  national  authorities,  will  be  in  accordance  so  far 
as  possible  with  a  well  ordered  scheme  of  development." 

Senator  McKinley  of  Illinois,  president  of  the  association, 
presided,  and  the  following  members  were  present:  John  Small, 
Washington,  D.  C.,  vice-president  in  charge  waterpower  division; 
J.  E.  Smith,  St.  Louis,  vice-president  of  the  waterway  division; 
S.  M.  Williams,  Washington,  D.  C.,  vice-president,  highway  divi- 
sion; Hugh  Humphreys,  Memphis,  Tenn.,  vice-president  at  large; 
Tom  Cunningham,  New  Orleans,  La.,  state  director  of  Louisiana; 
Edward  A.  Biggs,  Chicago,  111.,  vice-president  in  charge  of  foreign 
trade  division;  and  Walter  Dickey,  Kansas  City,  Mo.,  zone  vice- 
president. 


SWITCHING  CHARGES  AT  HARVARD,  ILL. 

The  Chicago  &  North  Western  and  the  Chicago,  Harvard  & 
Geneva  Lake  were  jointly  charged  with  discrimination  against 
industries  located  at  Harvard,  111.,  at  the  hearing  on  No.  12636, 
Hunt,  Helm  &  Ferris  Co.  vs.  C.  &  N.  W.  et  al.,  held  before  Ex- 
aminer Howard  Hosmer  in  Chicago,  July  20,  because  of  the  fact 
that  switching  charges  are  assessed  on  cars  interchanged  at 
that  point,  while  at  other  competing  and  adjacent  points  these 
charges  are  absorbed. 

F.  L.  Fisher,  traffic  manager  for  the  complaining  company, 
said  the  North  Western  charged  $15  a  car  for  switching  from 
and  to  the  C.  H.  &  G.  L.  to  its  plant  and  that  the  C.  H.  &  G.  L. 
charged  $5  a  car  for  similar  service  from  and  to  the  North 
Western.  The  plant  of  the  Hunt,  Helm  &  Ferris  Co.,  which 


manufacturers  and  ships  farm  equipment,  was  located  on  both 
these  lines,  he  said,  but  certain  parts  of  it  were  reached  by  only 
one  or  the  other,  making  the  switching  movements  necessary. 
The  average  haul  on  these  movements  was  1,530  feet  for  the 
North  Western  and  1,390  feet  for  the  C.  H.  &  G.  L.,  he  said. 
As  an  indication  of  the  injustice  of  the  charge,  Mr.  Fisher 
pointed  out  that  C.  &  N.  W.  tariff  I.  C.  C.  8678  assessed  a  charge 
of  $9  a  car  on  intraterminal  switching  movements  and  that  if 
a  car  were  loaded  with  goods  and  moved  to  the  tracks  of  the 
C.  H.  &  G.  L.  by  the  C.  &  N.  W.,  there  to  be  reloaded  into 
another  car,  $6  would  be  saved  to  the  shipper.  He  also  said 
that  at  Aurora,  Freeport,  and  Sterling,  111.,  and  Janesville,  Wis., 
the  switching  charge  was  only  f3  and  was,  under  the  rules  of 
the  C.  &  N.  W.  tariffs,  absorbed  on  line  haul  movements. 

A.  F.  Cleveland,  speaking  for  the  C.  &  N.  W.,  said  his  line 
objected  to  a  reciprocal  arrangement  for  the  absorption  ot  switch- 
ing charges  at  Harvard,  because  such  an  arrangement  would 
be  reciprocal  only  in  name.  He  said  that  the  C.  H.  &  G.  L.  was 
an  electric  line  and  that  the  complainant's  plant  was  the  only 
one  served  by  it  at  Harvard,  whereas  the  C.  &  N.  W.  served  a 
number.  He  said  that,  since  the  main  factory  of  the  farm  equip- 
ment company  was  served  by  both,  any  disability  in  the  location 
of  various  detached  parts  of  the  plant  should  not  be  used  as  an 
argument  for  reducing  the  carriers'  revenues.  He  asserted  that 
at  the  time  the  plant  foundry,  which  is  served  only  by  the 
electric  line,  was  built,  it  was  suggested  to  the  officers  of  the 
company  that  a  location  a  few  feet  further  south  would  place 
the  building  on  the  lines  of  both  carriers.  For  some  unknown 
reason  this  suggestion  was  not  accepted. 

Mr.  Cleveland  also  pointed  to  the  low  scale  of  rates  which 
applied  between  Harvard  and  Chicago  as  a  reason  why  the  North 
Western  could  not  atford  to  absorb  the  switching  charges  of  the 
electric  line.  He  said  a  scale  of  commodity  rates  applied  not 
only  on  carload  traffic  but  on  L.  C.  L.  shipments  as  well. 

CHARGES.  FOR  EXPRESS  SERVICES 

In  No.  12602,  Manhattan  Electrical  Supply  Co.  vs.  American 
Railway  Express  Co.  et  al.,  hearing  on  which  was  held  before 
Examiner  Hosmer  in  Chicago,  July  19,  the  complainants  alleged 
that,  although  they  ordered  a  car  of  copper  cable  forwarded  from 
Economy,  Pa.,  to  Ravenna,  O.,  and  were  assessed  express  charges 
for  the  movement,  the  car  in  question  was  merely  accorded 
freight  service,  three  days  being  required  for  the  movement  of 
84.5  miles.  Reparation  was  asked  for  the  difference  between  the 
express  rate  of  99  cents  and  the  fifth  class  freight  rate  of  12% 
cents,  amounting  to  $331.16. 

G.  H.  Anderson,  traffic  manager  for  the  complaining  company, 
said  that  the  car  was  ordered  by  express  only  after  futile 
efforts  on  the  part  of  both  the  consignor  and  the  consignee  to 
obtain  permission  to  ship  by  freight.  He  said  that  an  embargo 
in  the  territory  adjacent  to  Pittsburgh  at  the  time  caused  the 
Pennsylvania  to  refuse  to  accept  the  shipment.  The  car  in- 
volved, he  said,  was  an  ordinary  box  car  in  a  rather  bad  state 
of  repa'r  and  moved  all  the  way  in  trains  which  contained  cars 
of  freight. 

Employes  of  the  express  company,  who  had  charge  of  the 
movement,  denied  the  latter  allegation.  They  said  the  trains 
in  which  the  car  moved  were  exclusive  express  trains  and  that, 
while  they  might  have  contained  freight  cars,  these  cars  were, 
like  the  one  involved,  loaded  with  express  "matter.  It  was  also 
contended  that  the  cable  was  shipped  by  express  on  account  of 
the  uncertainty  of  freight  movement  at  the  time  and  not  on 
account  of  an  embargo.  Three  days,  in  the  opinion  of  the  ex- 
press employes,  was  a  reasonable  time  for  the  movement,  owing 
to  the  fact  that  a  back-haul  to  Pittsburgh  and  two  switching 
movements  were  necessary. 


NEW  MISSISSIPPI  ROAD 

A  certificate  of  public  convenience  and  necessity  has  been 
issued  by  the  Commission  authorizing  the  Jackson  &  Eastern 
Railway  Company  to  construct  a  line  of  railroad  from  Sebastopol 
to  Jackson,  Miss.,  a  distance  of  approximately  61  miles,  at  i 
estimated  cost  of  $860.000.  The  company  proposes  to  make  con- 
nection at  Jackson  with  the  Illinois  Central,  Gulf  &  Ship  Island 
New  Orleans  Great  Northern,  Alabama  &  Vicksburg,  and  1 
Yazoo  &  Mississippi  Valley.  The  Commission  said  it  was  printec 
out  that  construction  and  operation  of  the  line  would  furnish  an 
outlet  for  a  great  amount  of  timber  and  that  when  the  land  has 
been  cleared,  the  agricultural  possibilities  of  the  territory  to  b( 
served  will  be  unlimited.  It  further  said  that  while  the  record 
as  a  whole  failed  to  afford  reasonable  assurance  that  the  project 
would  become  a  permanently  successful  enterprise,  local  inter- 
ests were  ready  and  willing  to  assume  the  burden  of  building  tl 
road  with  full  knowledge  of  what  the  future  may  hold  for  t 
enterprise  and  that  they  should  be  permitted  to  do  so.  In  view 
of  the  uncertain  future  of  the  road,  however,  the  Commission 
said  it  did  not  think  it  would  be  proper  for  it  to  sanction  issu 
ance  of  bonds  at  this  time  to  finance  construction  thereof  or  ti 
make  a  loan  to  the  company  from  the  government,  application 
having  been  made  for  a  loan.  The  company's  president,  under 
the  plans,  will  finance  the  building  of  the  road,  and  bo 
bursed  later  by  6  per  cent  bonds. 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classitication  Change 

Is  Now  Promptly  Told  of 
In 

J he  Traffic  Bulletin 

The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

1 — Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Hearings 
15 — Illinois  Freight  Association  Docket 
16 — National  Perishable  Freight  Committee  Docket 
17 — New  England  Freight  Association  Docket 
18— New  England  Freight  Association  Hearings 
19 — Southern  Rate  Committee  Docket 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22— Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26 — Trunk  Line  Coal  and  Coke  Docket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28 — Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Transcontinental  Freight  Bureau  Docket 
31 — Southern  Ports  Foreign  Freight  Docket 
32 — Consolidated  Classification  Docket 
33 — Embargo  Notices,   Modifications  and  Cancellations 
34 — Steamship  Sailings 
35 — Express  Classification  Docket 
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Old  Glory  is  now 
on  the  Seven  Seas' 


AMERICAN  SHIPS  ARE  AVAILABLE 
FOR  YOUR  OCEAN  VOYAGE 

New  combination  Passenger  and  Freight  Ships, 

Fast,  Luxurious  Steamers. 

Key  number  beside  ship's  name  indicates  operator 
shown  bottom  of  column. 

EUROPE 
Boulogne  and    London 

From  New  York 

July   12— August  16— September  20— Old  North   State   (169). 
June  28— August  2— September  6 — Panhandle  State   (159). 
Bremen  and   Danzig 

From    New    York 

July  13 — August  30 — Hudson  (169). 
July  23 — September   7 — Susquehanna    (169). 

June    15 — July   28 — September   14 — October   20 — Potomac    (169). 
Naples  and  Genoa 

From    New    York 

June  30 — August  13— September  24— Pocahontas   (169). 
Plymouth.  Cherbourg  and  Bremen 

From    New   York 

June  22 — July  23— August   24 — September  28 — America    (169). 
July  30 — August  27 — September  24 — George  Washington    (169). 

SOUTH  AMERICA 

Rio  de  Janeiro,  Montevideo  and   Buenos  Aires. 
From    New    York 

June  8 — Aeolus  (91). 

June  29 — Martha   Washington    (91). 

FAR    EAST 

Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila,  Hongkong 
From  San  Francisco 

July  23 — Empire  State  (106). 
August  6 — Golden  State   (105). 
Yokohama,  Kobe,  Shanghai,  Hongkong,  Manila 
From    Seattle 

June  18 — Keystone  State   (106). 
July   9 — Silver    State    (106). 
July   30 — Wenatchee    (106). 

HAWAII.  PHILIPPINES,  EAST  INDIA 
Honolulu,  Manila,  Saigon,  Singapore,  Colombo,  Calcutta 
From  San  Francisco 

July  14— Granite  State   (106). 
August  13— Creole  State  1106). 

COASTWISE  AND  HAWAII 

Havana,    Canal,    Los    Angeles.    San    Francisco    and    Hawaiian    Island* 
From    Baltimore 

COASTWISE 
Havana,   Canal,   Los   Angeles,   San    Francisco 

From   Baltimore 
June  25 — Empire  State    (106). 


80  Matsnn  Navigation   Co. 

120  Market  Street. 

San    Francisco,    Cal. 

26  South  Gay  Str.eet,  Baltimore,  Md. 
91  Munsnn  Steamship  Line, 

67   Wall  Street,   N.  Y.. 

Tel.  Bowling    Green  3300. 
106  Pacific  Mail  8.  S.  Co. 

10  Hanover  Sq..   N.    Y. 

Tel.    Bowling   Green     4630. 

621  Market  Street,  San  Francisco,   Cal. 
106  The  Admiral  Line, 

17  State  Street.  N.  Y. 

Tel.    Bowling   Green    6625. 

L.  C.  Smith  Bldg.,  Seattle.  Wash. 
159    U.    S.    Mail    S.    S.    Co.,    Inc., 

45  Broadway,  N.  Y.. 

Tel.    Whitehall    1200. 


U.S  SHIPPING  BOARD 

Washington,  D  Ci, 
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TELEPHONE  REVENUE 

The  Traffic  World  Washington  Bure-in 

Compilations  subject  to  revision  from  68  reports  of  revenues 
and  expenses  of  telephone  companies  for  April,  made  by  the 
bureau  of  statistics  of  the  Commission,  show  an  operating  rev- 
enue of  J45.106.024,  compared  with  $39,828,978  in  April,  1920, 
an  increase  of  11.3  per  cent.  Expenses  totaled  $31,843,083,  com- 
pared with  $30,188,728  in  April,  1920,  an  increase  of  5.5  per 
cent.  The  net  telephone  operating  income  was  $10,022,284,  as 
compared  with  $6,921,887  in  April,  1920,  an  increase  of  44.8  per 
cent. 

For  the  four  months  ended  with  April  the  revenue  was  $173,- 
917,324,  as  against  $155,842,880  in  the  same  period  of  1920,  an 
increase  of  11.6  per  cent.  Expenses  amounted  to  $136,840,176,  as 
against  $115,566,874  in  the  first  four  months  of  1920,  an  increase 
of  9.8  per  cent.  The  operating  income  was  $34,898,752,  as  against 
$29,552,871  in  the  1920  period,  an  increase  of  18.1  per  cent 

NEW    YORK     CENTRAL     BONDS 

Authority  to  issue  $4,425,000  of  4  per  cent  consolidation 
mortgage  bonds  is  asked  by  the  New  York  Central  in  an  ap- 
plication filed  with  the  Commission.  The  company  proposes 
to  issue  the  bonds  from  time  to  time  and  exchange  them  for 
New  York  Central  and  Hudson  River  Railroad  Company  3% 
per  cent  gold  bonds — Lake  Shore  collateral. 


KINDER  &  NORTHWESTERN  ABANDONMENT 

The  Kinder  &  Northwestern  has  been  authorized  to  abandon 
and  cease  the  operation  of  all  except  two  miles  of  its  road,  which 
extends  from  Kinder  to  Bullard,  La.  It  proposes  to  sell  eight 
miles  of  the  road  to  a  lumber  company  and  to  continue  the 
operation  of  two  miles  between  Emad  and  Kinder. 


Digest  of  New  Complaints 

•  • 

No.  12900.     Red  Lion  (Pa.)   Board  of  Trade  vs.  Maryland  &  Pennsyl- 
vania et  al. 

Unjust  and  unreasonable  charges  and  rates  to  and  from  Red 
Lion,  Pa.,  by  reason  of  the  failure  to  make  through  routes  and 
joint  rate  arrangements  with  the  Maryland  &  Pennsylvania  on 
the  basis  of  rates  to  and  from  York.  Pa.,  except  on  very  short- 
haul  traffic.  Asks  for  reasonable  1oint  rates. 

No.  12901.    Willard  Coal  Co.  et  al.,  Wiilard,  Ky.,  vs.  Eastern  Kentucky 
et  al. 

Unjust,  unreasonable,  unduly  discriminatory  rates  on  coal  from 
Willard  to  C.  F.  A.  territory  both  during  and  since  federal  con- 
trol. Asks  for  reasonable  rates  and  reparation. 

No.  12902.    Delaware,  Lackawana  &  Western  vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  steel  rails  from  Scranton.  Pa., 
to  mines  of  complainant  in  eastern  Pennsylvania  between  Aug.  1 
and  Dec.  10.  1919.  Asks  reparation. 

No.    12903.     The   Van  Dusen   Harrington   Co.,    Minneapolis,    Minn.,    vs. 
Canadian  Pacific  and  Payne. 

Unjust  and  unreasonable  proportional  rates  on  grain  and  grain 
products  from  North  and  South  Dakota,  Nebraska,  Montana  and 
Minneapolis  to  Minneapolis  and  beyond  Minneapolis  by  reason  of 
increase  being  made  in  each  proportional  instead  of  only  on  through 
rate.  Asks  reparation. 

No.  12904.    The  J.  L.  Mott  Co.  et  al.,  Trenton,  N.  J.,  vs.  Pennsylvania 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  coal  from  points  in  West  Virginia 
to  Trenton,  N.  J.  Asks  cease  and  desist  order  and  just  and  rea- 
sonable rates. 

No.  12905.    The  Larrowe  Milling  Co.,  Detroit,  Mich.,  vs.  A.  T.  &  S.  F. 
et  al. 


Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential rates,  as  well  as  in  violation  of  long-and-short-haul  pro- 
vision of  section  4,  on  cottonseed  meal  and  cottonseed  cake  from 
points  in  State  of  Texas  to  points  in  Pennsylvania,  New  York, 
Connecticut,  New  Hampshire,  Massachusetts,  Rhode  Island,  Ver- 
mont and  Maine.  Asks  cease  and  desist  order,  Just  and  reason- 
able rates  and  reparation. 

No.  12906.     Interstate  Sand  &  Gravel  Co.,  Chicago,  vs.  Chicago,  North 
Shore  &  Milwaukee. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  sand,  gravel  and  earth  strippinga 
from  complainant's  plant  near  Llbertyville,  111.,  to  various  desti- 
nations in  Wisconsin.  Asks  cease  and  desist  order,  just  and  rea- 
sonable rates  and  reparation. 

No    12907.     Arizona   Cattle   Growers'   Association,   Phoenix,   Ariz.,  vs. 
A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  cattle  from  points  in  Arizona 
to  points  in  Montana  because  of  refusal  of  defendants  to  estab- 
lish through  joint  rates  via  the  shortest  route.  Asks  cease  and 
desist  order  and  just  and  reasonable  rates. 

No.  12908.     Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.  et  al., 
Terre  Haute,   Ind.,  vs.   Payne,   as  agent. 

Unjust  and  unreasonable  switching  charges  from  and  to  plants 
of  complainants  at  Teire  Haute  on  various  commodities.  Asks 
reparation  of  about  $6,000. 

No.  12909.     American  Manufacturing  Co.,  Brooklyn,  N.  Y.,  vs.  Payne, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prejud- 
icial and  illegal  regulations  and  charges  in  connection  with  lighter- 
age around  New  York  City.  Asks  reparation  of  $22,000. 

No.  12910.     The  Fairmont  Creamery  Co..  Omaha,  Neb.,  vs.  C.  B.  &  Q. 
et  al. 

Unjust  and  unreasonable  rates  on  dressed  poultry,  butter,  eggs 
and  eptr  liquid,  frozen,  in  straight  or  mixed  carloads,  from  Sioux 
City,  la.,  to  Philadelphia,  Pittsburgh,  Jersey  City,  Boston  ami 
other  eastern  destinations.  Asks  just  and  reasonable  rates  and 
reparation. 

No.   12912.     The   San   Francisco   Wholesale   Dairy   Produce   Exchange, 
San  vrancisco,  Cal.,  vs.  American  Railway  Express  Co. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  butter,  cheese,  dressed  poultry  find 
eggs  from  San  Francisco  and  Petaluma,  Cal.,  to  New  York,  Chi- 
cago, Philadelphia  and  Boston.  Asks  just  and  reasonable  rates; 
that  defendant  be  required  to  restore  service  of  counting  the  lad- 
ing and  issuing  clear  receipt  to  complainant's  members  for  the 
total  number  of  packages  forwarded  in  carload  shipments,  and 
that  defendant  be  ordered  to  accord  to  complainant's  members 
privilege  of  partial  loading  and  unloading  en  route  under  condi- 
tions defined  in  defendant's  I.  C.  C.  No.  1521. 

No.  12913.     Jason  Weiler  &  Sons  et  al.,   Boston,   Mass.,   vs.   American 
Railway  Express  Co. 

Complains  of  provision  in  Official  Express  Classification  No.  2' 
prohibiting  acceptance  for  shipment  of  diamonds  with  privilege 
of  examination  as  unjustly  discriminatory.  Asks  that  provision 
be  stricken  out  and  that  defendant  be  required  to  accept  for 
transportation  C.  O.  D.  with  privilege  of  examination  diamonds 
and  other  precious  stones,  set  or  unset. 

No.   12914.     Willamette  Valley   Lumbermen's  Association  et  al.,  Port- 
land,  Ore.,   vs.    Southern   Pacific   et   al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preferen- 
tial and  prejudicial  rates  on  forest  products  from  points  of  origin 
in  Oregon  to  points  in  Montana,  North  and  South  Dakota,  Min- 
nesota and  Wisconsin.  Asks  cease  and  desist  order,  and  just  and 
reasonable  rates,  but  not  exceeding  the  rates  contemporaneously 
maintained  by  defendants  for  shipments  of  like  traffic  from  Port- 
land, Hoquiam  and  Seattle  and  common  points  in  the  coast  group 
to  the  same  destinations. 

No.  12915.     The  Atlas  Portland  Cement  Co.,  Hudson.  N.  Y.,  vs.  Payne, 
as  agent. 

Unjust  and  unreasonable  rates  on  cement  from  Hudson.  N.  Y.. 
and  Northampton,  Pa.,  to  various  destinations  in  the  East  and 
South,  by  reason  of  application  of  2-cent  increase  under  G.  O. 
No.  28  to  several  factors  of  combination  rates.  Asks  reparation. 

No.    12916.     General   Petroleum   Corporation,    San   Francisco,    Cal.,   vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  casing  from  McKeesport,  Pa., 
to  Pico,  Cal.,  because  of  excessive  storage  charges.  Asks  repar- 
ation. 

No.  12917.     The  Central  Iron  &  Steel  Co.,  Harrisburg,  Pa.,  vs.  Payne, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
preferential  rates  on  fluxing  stone  from  quarries  in  Harrisburg. 
Pa.,  to  complainant's  plant  in  Harrisburg,  Pa.  Asks  rt  paration. 


Docket  of  the  Commission 


Note.     Items  In  the  Docket  marked  with  an  asterisk  (*)   are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this   Docket  will   be  noted  elsewhere. 
July  25— Boston.  Mass. — Examiner  Satterfleld: 

I.  and  S.  1345 — Express  rates  on  Bangor  &  Aroostook  R.  R.  In  Maine. 
July  25 — Omaha,  Neb. — Examiner  Smith: 

12556 — J.  F.  Bloom  &  Co.  vs.  Director  General  et  al. 

July  25 — Atchison,  Kans. — Examiner  McQuillan: 
12695— Rudy-Patrick  Seed  Co.  vs.  I.  &  G.  N.  et  al. 
12695  (Sub.   No.  1) — Rudy-Patrick  Seed  Co.  vs.  Director  General. 
12653 — The  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12653  (Sub.  No.  1) — The  Mangelsdorf  Seed  Co.  vs.  Director  General. 

July  25 — Argument  at  Washington,  D.  C. 

11662 — Charleston  Mining  and  Manufacturing  Co.  vs.  Director-Gen- 
eral. 

11729 — The  Rock  Products  Traffic  League,  Chicago,  vs.  C.  B.  &  Q. 
et  al. 

11799 — Tlie  Rock  Products  Traffic  League,  Chicago,  vs.  C.  B.  &  Q. 
et  al. 

11810 — The  Rock  Products  Traffic  League,  Chicago,  vs.  C.  R.  I.  &  P. 
ct  al. 

11876 — Ideal  Fuel  Co.  vs.  Director  General. 

July  25 — New  Orleans,  La. — Examiner  Wagner: 

*78 — Allowances  of  mileage  for  Mississippi  River  crossings. 
12009 — Natchez  Chamber  of  Commerce  vs.  Nathez  &  Southern  et  al. 


July  25 — Chicago,  111. — Examiner  Hosmer: 

12071— Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 

July  25 — Austin.  Tex.— Examiner  Hunter: 

12574 — Spinnler  &  Co.  vs.  Director  General.  G.  H.  &  S.  A.  Ry.  et  al. 
12649 — The    State   Highway    Department   of   Texaa    vs.    P.    C.    C.   & 
St.  L.  et  al. 

July  25 — Tacoma,  Wash. — Examiner  Howell: 

12749— Murphy  Mfg.  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
12758 — Bilrowe-Alloys  Co.  vs.  Director  General  et  al. 

July  25 — Washington.  D.  O. — Examiner  Paulson: 

*  I.  and  S.  1358 — Box  shooks  from  Ga.,  N.  and  S.  C.  and  Va.  to  eastern 
points. 

July  26 — Boston,    Mass. — Examiner  Satterfleld: 

12604 — North  Packing  &  Provision  Co.  et  al.  vs.  Director  General, 
Boston  &  Maine  et  al. 

12604  (Sub.  No.  1)— North  Packing  &  Provision  Co.  et  al.  vs.  Di- 
rector General.  Union  Freight  R.  R.  et  al. 

12604  (Sub.  No.  2) — North  Packing  &  Provision  Co.  vs.  Director 
General.  Boston  &  Albany  et  al. 

July  26 — Auburn.  N.  Y. — Examiner  Archer: 
12610 — Albert  H.  Traphagen  et  al.  vs.  Lehigh  Valley. 
12634 — Hewitt-Wilcox  Coal  Co.  et  al.  vs.  Director  General  et  al. 

July  26 — Omaha,   Neb. — Examiner  Smith: 

12573 — Sprague  Tire  &  Rubber  Co.  vs.  Director  General.  U.  P.  et  al. 
12572 — Standard  Chemical  Mfg.  Co.  vs.  Director  General  et  al. 
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July  27 — Washington,  D.  C. — Examiner  Paulson: 

•  I.  and  S.  1359 — Restriction  in  routing  explosives  via  the  N.  &  W.  Ry. 

July  27 — Boston,   Mass. — Examiner  Satterfleld: 
12210— American  Fruit  &  Vegetable  Shippers'  Assn.  et  al.  vs.  Bangor 

&  Aroostook  et  al. 
Juiy  27 — Beaumont,  Texas — Examiner  Hunter:. 

12555— Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 
12586 — Interstate  Rice  Milling  Co.  vs.  Director  General  et  al. 
July  27 — Omaha,  Neb. — Examiner  Smith: 

12605 — The  Reflnite  Co.  vs.  Director  General  and  C.  B.  &  Q. 

12595 — Walrath  &  Sherwood  Lumber  Co.  et  al.  vs.  Director  General, 

N.  Y.  C.  et  al. 
July  27 — Seattle,  Wash. — Examiner  Howell: 

12623— Pacific  Coast  Shippers'  Assn.,   Inc.,   et  al.  vs.   Director  Gen- 
eral et  al. 
July  27 — Tacoma.  Wash.— Commissioner  Aitchison: 

12562 — Carstens   Packing   Co.    vs.    Director   General,    Camas    Prairie 

et  al. 
July  27 — Auburn,  N.  Y. — Examiner  Archer: 

12656 — Michael  S.  Goss  et  al.  vs.  Director  General,  L.  V.  et  al. 
July  28 — Washington,  D.  C. — Examiner  Clarke: 

*  Finance  Docket  1465 — Application  of  the  Pa.  R.  R.  Co.  for  authority 

to  lease  the  railroad  and  property  of  G.  R.  &  I.  Ry. 

*  Finance  Docket  1466 — Application  of  the  Pa.  R.  R.  Co.  for  authority 

to  lease  the  railroad  and  property  of  P.  C.  C.  &  St.  L.  R.  R.  Co. 
July  28 — Kansas  City,  Mo. — Examiner  McQuillan: 

I.   and    S.    1354 — Minimum   weight   on   egg   box   stuff   and   egg   case 

tillers  from   Missouri   River  points  to  Kansas. 
July  28 — Richmond,  Va. — Examiner  Kepler: 

12579— The  Mathieson  Alkali  Works,  Inc.,  et  al.  vs.  C.  C.  &  O.  et  al. 
July  28 — Seattle,  Wash. — Examner  Howell: 

12744 — A.  C.  Dutton  Lumber  Corp.  et  al.  vs.  Director  General,  Aber- 
deen &  Rockflsh  R.  R.  et  al. 
July  28 — Beaumont,  Tex. — Examiner  Hunter: 

12548 — Beaumont  Chamber  of  Commerce  vs.  Director  General  et  al. 
July  29 — East  St.  Louis — Examiner  McQuillan: 

*  Finance  Docket  1430 — In  re  Illinois  Terminal  R.  R.  Co. 

July  29 — Seattle,  Wash. — Examiner  Howell: 
12767 — International  Lumber  Export  Co.,   Inc.,   vs.   Director  General 

et  al. 
July  29 — Washington.  D.  C. —Examiner  Clarke: 

•  Finance    Docket    1437 — Application    of    Belfast    &    Moosehead    Lake 

R.  R.  Co.  and  Maine  Central  R.  R.  Co.  for  approval  and  author- 
ization for  the  extension  of  lease. 

July  29 — Portland,  Ore. — Commissioner  Aitchison: 
9177 — Empress  Coal  Co.  vs.  O.-W.  R.  &  N.  Co.  et  al. 
9468 — Empress  Coal  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
July  30 — Seattle,   Wash. — Examiner  Howell: 

12376 — Forbes  Timber  Co.,   Inc.,   vs.   Director  General   and  Northern 

Pacific. 
12772 — The    Morgan    Lumber    Co.,    Inc.,    vs.    Director    General    and 

Nor.  Pac. 

12768 — Electric  Point  Mining  Co.  vs.  Director  General. 
July  30 — Lincoln,   Neb. — Examiner  Smith: 

12662 — Farmers'  Grain  Co.  vs.  C.  R.  I.  &  P. 
July  30 — Little  Rock,  Ark. — Examiner  Hunter: 

12531 — Arkansas  Natural  Gas  Co.  vs.  Director  General  et  al. 
12635— Co-operative   Oil   and   Paint  Co.   et   al.    vs.    Director   General 

et  al. 
July  30 — Knoxviile,   Tenn. — Examiner  W.   H.  Wagner: 

I.  and  S.  1355 — Stone  from  Bridgeport  and  Mascot,  Tenn.,  to  L.  &  N. 

R.  R.  stations. 
Aug.  1 — Boise,  Ida. — Commissioner  Aitchison  and/or  Examiner  Beach: 

•  Portions   of  fourth    section   applications   345,    349   and    11996,    R.    H. 

Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 
Aug.   4 — Salt   Lake   City,    Utah — Commissioner   Aitchison   and/or   Ex- 
aminer Beach: 


*  Portions   of  fourth    section   applications   345,    349   and   11996,    H.   H. 

Countiss;  12012,  U.  P.  R.  R.;  12017.  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 
August  4 — I'ortland,   Ore. — Examiner   Howell: 

I.  and  S.  1346  and  first  supplemental  order — Lumber  and  other  com- 
modities between  El  Paso,  Tex.,  and  points  in  Oregon,  Washington 
and  Idaho. 
Aug.   4 — Oklahoma  City,   Okla. — Commissioner  Lewis: 

12753 — Oklahoma   mlis  and   charpi-s. 
August  5 — Washington,  D.  C.- — Examiner  Clarke: 

*  Finance   Docket   1251 — Apr  lication   cf  the  West  Virginia  Nor.   R.  R. 

Co.  for  certificate  of  public  convenience  and  necessity. 
Aug.   6 — IMS   Angeles,   Calif. — Commissioner  Aitchison   and/or   Exam- 
iner  Beach: 

*  Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 

Countiss:  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 
Aug.  9 — San  Francisco,  Calif. — Commissioner  Aitchison  and/or  Exam- 
iner Beach: 

*  Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 

Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 

August  10 — Salt  Lake  City.  Utah — Public  Utilities  Commission  of  Utah: 

Finance  Docket  36 — Application  of  the  Utah  Terminal  Ry.  Co.  for  « 

certificate  of  public  convenience  and  necessity. 
Aug.    11 — Portland,    Ore.— Commissioner    Aitchison    and/or    Examiner 

Beach: 

*  Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 

Countiss:  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018.  N.  P.  Ry. 
Aug.   13 — Spokane,   Wash. — Commissioner  Aitchison   and/or  Examiner 
Beach: 

*  Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 

Countiss;  12012,  U.  P.  R.  R.:  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 

Aug.  15 — Washington,  D.  C. — Commissioner  Lewis: 

*  12929 — Interstate  rates  on  giain.   grain  products  and  hay,  C.  L.,  be- 

tween points  in  western  and  Mountain-Pacific  groups. 
August  24 — Atlanta,  Ga. — Railroad  Commission  of  Georgia: 

*  Finance    Docket   1451 — Application   of   Hawkinsville   &   Florida   Sou. 

Ry.  Co. 
Sept.  1 — Norfolk,  Va. — Examiner  Wilson: 

12771 — Farmers  Mfg.   Co.   ft  al.   vs.   Director  General  and  S.  A.  L. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 

September  2 — Salt  Lake  City,  Utah — Examiner  Keene: 

*  12821 — Utah  Furl  Co.  vs.  Director  General. 
Sept.   2 — Beaver   Dam,   Wis.— Examiner   Carter: 

12787 — Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
Sept.  3 — Charlotte,  N.  C. — Examiner  Wilson: 

12804 — Queen  City  Iron  &  Steel  Co.   vs.   S.   A.   L.,   Director  General 

et  al. 
September  6 — Chicago,    111. — Examiner   Carter: 

*  12810 — Columbia  Quarry   Co.    vs.    Director   General. 

*  12801 — Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
September  6 — San  Francisco,  Calif. — Examiner  Keene: 

*  1P896 — East  Bay  Water  Co.  vs.  Director  General. 

*  12843 — Pacific  Rice  Mills  et  al.  vs.   Director  General. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


Premier  Fleet 


100%  American 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

for  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
13*  South  Third  St. 

Plttabureh 

HIT    Oliver    Buildlne 
Sarinnih,    Ga. 


New    York 
42  Broadway 
Mobile.  Ala. 

8.  W.  Cor.  St.  FrancU  *  Water  Su. 
Oakland.    C.I. 


Savannah  Bank  and  Trust  Bide.  Parr  Terminal 

Los    Aneeles,    Cal.  Portland,    Ore. 

427    Van    Nuy.    Bid*.  704    Title    &    Trust    Bide. 

1101   L.   C.   Smith    Bide.,   Seattle.   Wash. 
Room   495,   Ellicott   Sq.    Bide..    Buffalo.   N.    Y. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRLNNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


U      R        I 


?,",„;    a 

We.,,        /I 
WAGONER/  y 


The  new  era  of  transportation 
demands  personal  service.    We 
undertake  to  render  this  service. 
%  Let  us  assist  you  in  solving  your 
'transportation  problems.    Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma, Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


'nil'.     TKAH'K       \\n|<|.|) 


20.5 


What  is  a  high  price  ? 

A  truck  that  outlasts  other  trucks  and 
costs  less  to  operate  is  not  high  priced. 
Cost  must  always  be  figured  against  the 
work  done  and  the  time  that  is  saved. 
The  first  cost  of  a  Pierce -Arrow  is  no 
more  than  any  good  truck  costs. 


Fierce-Arrows  not  only  do  more  work 
at  a  lower  operating  expense,  but  they 
keep  out  of  the  repair  shop  and  keep 
working.  And  they  last  longer.  It  is 
the  cheapest  truck  to  buy. 


Ar 


icrce 


row 


Delivers  more  work 
Loses  less  time 
Lasts  longer  and 
Depreciates  less 
Costs  less  to  operate 


THE     FIERCE-ARROW     MOT   jR     CAR     COMPANY,     BUFFALO,    N.    Y. 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 
PHILADELPHIA 


HAMBURG 
TO      \  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
.PORTLAND 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


MOBILE 

NEW  ORLEANS! 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  BIdg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  BIdg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  BIdg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  BIdg. 
Minneapolis 


CONSOLIDATED  CARLOAD  SHIPPING  SERVICE 


for  Household  Goods,  Automobiles,  Ma- 
chinery and  Pianos  for  Domestic  Shipment, 
and  everything  anywhere  for  Export  means 
decided  saving,  dexterous  handling  and  de- 
creased trouble. 

"The  reason?"  We'll  tell  you— Consolidation 


and  Co-operation,  and  that's  also  the  reason 
for  our  fivefold  growth  in  the  last  three  years. 

Eleven  offices,  twenty-two  years  of  satis- 
factory service  and  growing  every  year. 
"Why?"  Try  us  on  your  next  shipment 
and  you'll  know. 


TRANS- CONTINENTAL  FREIGHT  COMPANY 


General  Offices:  Chicago,  203  Dearborn  St. 

Boston,  Old  South  BIdg.  Buffalo,  Ellicott  Square 

Cleveland,  Hippodrome  BIdg.  Los  Angeles,  Van  Nuys  BIdg 

13th  &  Kearney  Sts.,  Portland,  Oregon 


Eastern  Offices:  New  York,  Woolworth  BIdg. 


Philadelphia,  Drexel  BIdg. 

San  Francisco,  Monadnock  BIdg. 


Cincinnati,  Union  Trust  Bldg. 
Seattle,  Alaska  BIdg. 


Write  the  Nearest  Office 
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CHAIRMAN  CLARK'S  RESIGNATION 

The  resignation  of  Chairman  Clark  from  the  Inter- 
-t.itc  Commerce  Commission  is  a  calamity.  There  has 
never  been  a  time  since  he  passed  his  apprenticeship  as 
a  commissioner  that  his  ability  and  knowledge  have  not 
been  valuable  to  the  nation  in  the  position  he  occupied, 
but  in  these  recent  years,  since  his  power  has  come  to 
its  full  fruit,  he  has  been  practically  invaluable,  not  only 
ause  of  his  intimate  knowledge  of  the  rate  structure 
(if  the  country,  but  because  of  his  sound  sense  and  real 
statesmanship  in  dealing,  as  spokesman  for  the  Commis- 
Mnn,  with  problems  of  regulation  and  legislation  which 
have  become  increasingly  numerous  and  perplexing.  It 
is  said  that  there  is  no  man  who  cannot  be  replaced,  and 
that  would,  perhaps,  be  true  in  this  instance  if  there 
were  actually  an  effort  to  replace  him,  with  a  true  real- 
i/.ation  of  what  that  means.  But  as  things  are,  we  be- 
lieve it  will  at  least  be  a  long  time  before  those  who  deal 
with  the  Commission  and  are  subject  to  its  orders  and 
regulations  will  cease  to  miss  him. 

It  is  a  sad  comment  on  our  system  of  government 
that    a    man    as    admittedly   valuable   as   Commissioner 
Clark  is  allowed  to  pass  out  of  the  public  service  because 
he  naturally  feels  a  desire  and  an  obligation  to  do  bet- 
ter tor  himself  financially  than  his  government  position 
Has   permitted,   and   the   government,   in    the   position    in 
which  he  can   ill  be  spared,  can  pay  him  only  $12,000  a 
ar.     The  system  seems  even  the  more  unbusiness-like 
and    inconsistent   in    view   of   the    fact   that    the    United 
-  Shipping  Board — that  drunken  sailor  among  guv 
vernment    administrative    bodies — whose    value    and    re- 
nsibility  have  never  approached   those   of   the   Inter- 
state Commerce  Commission,  recently  announced  that  it 
had  employed  three  men  at  an  annual  compensation  of 
$95,000. 

Various  circumstances  connected  with   the  resigna- 
tion— its   suddenness,  in   view  of   Mr.   Clark's  recent  re- 


election as  chairman,  though  it  is  said  now  to  have  been 
under  consideration  for  some  time;  the  fact  that  the 
President  does  not  conform  to  Mr.  C'lark's  expressed 
wish  to  have  the  resignation  take  effect  August  31,  but 
makes  it  effective  on  the  appointment  and  qualification 
of  his  successor;  and  the  knowledge  that  Mr.  Clark  and 
President  Harding,  both  before  and  since  the  latter  was 
elected,  have  not  always  been  in  harmony  in  their  views 
—have  caused  it  to  be  suspected  that  there  is  a  colored 
gentleman  in  the  woodpile  and  that  the  whole  story  of 
the  resignation  has  not  been  told.  We  have  not  been 
able  to  learn  that  there  is  any  ground  for  these  suspi- 
cions. If  there  is,  the  affair  is  all  the  more  deplorable. 

The  loss  felt  at  the  passing  of  Chairman  Clark  is 
emphasized  by  the  character  of  the  appointment  made 
to  fill  the  vacancy.  By  this  we  mean  no  personal  re- 
flection on  Mr.  Cox.  We  do  not  know  him.  Everybody 
familiar  with  the  work  of  the  Interstate  Commerce  Com- 
mission knows  the  kind  of  man  that  should  be  appointed 
to  membership  on  it  and  the  kind  of  problems  that  are 
npw  pressing  for  solution  by  its  members.  We  must 
conclude  either  that  President  Harding  is  ignorant  as  to 
the  requirements  of  the  place  or  that  he  prefers  political 
friendships  to  government  effectiveness.  Certainly  the 
best  that  could  be  said  for  Mr.  Cox  is  that  he  may  de- 
velop into  a  valuable  commissioner — but  this  is  no  time 
for  experiments,  if,  indeed,  there  is  ever  a  time  for  them. 

To  appoint  Mr.  Cox  in  "recognition  of  the  commer- 
cial travelers"  is  the  height  of  ridiculousness.  It  seems 
that  the  President's  idea  is  to  "recognize"  various  busi- 
ness, industrial,  and  agricultural  groups  in  his  appoint- 
ments to  the  Commission.  Of  course,  that  is  not  only  a 
wrong  theory  but  one  that  will  be  impossible  to  carry 
out.  There  are  not  enough  places  to  satisfy  the  various 
groups.  Already  there  are  duplications  that  we  should 
think  would  prove  embarrassing  to  the  exponent  of  the 
theory.  For  instance,  there  are  several  members  of  the 
Commission  who  were  formerly  members  of  state  com- 
missions and  so  may  be  said  to  "represent"  the  state 
commission  group.  But  we  suppose  President  Harding 
would  explain  this  on  the  theory  that  if  he  himself  docs 
not  make  the  appointments  they  do  not  count,  and  he 
has  appointed  only  one  representative  of  the  ^tate  com- 
mission group. 

We  suggest  to  the  President  that  now  he  has  safely 
appointed  a  man  who  once  bought  a  railroad  ticket,  his 
next  care  be  to  appoint  a  representative  of  the  house- 
maids' union,  thus,  by  one  master  stroke,  recognizing 
the  women  of  the  country  and  union  labor.  We  had 
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QCLF,  MOBILE  A  NOBTHEBK 

RAILROAD 
AND    CONNECTIONS 


GULF,  MOBILE  & 

NORTHERN  R.  R. 

With  Fast  and  Dependable  Freight  Service 
operated  on  schedules  united  with  those  of 
connecting  carriers  and  providing  SECOND 
morning  delivery  BETWEEN  Jackson,  Tenn., 
Bells,  Tenn.,  New  Albany,  Miss.,  and  Mobile, 
Ala.,  and  New  Orleans,  La.,  the  GM&N 
offers  an  unexcelled  route  for  the  handling 
of  Foreign,  Coastwise  and  Domestic  traffic 
BETWEEN  the  East,  North  and  Middle 
West  and  Mississippi  Valley,  Gulf  Ports, 
Southwestern  Territory,  Mexican  border 
points  and  California  Terminals.  Shipside 
delivery  effected  on  Foreign  and  Coastwise 
traffic  at  Gulf  Ports,  inland  and  ocean  rates 
quoted,  bookings  made,  papers  handled,  AND 
FULL  INFORMATION  furnished  covering 
movement  of  shipments  from  point  of  origin 
to  final  destination. 

These  services  may  be  obtained,  without 
extra  cost,  by  routing  your  traffic: — 

Care  of  "GM&N" 

"The  Road  of  Service" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville. 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager                C.  I.  &  VV.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAI1),  Assistant  General  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C-    L    A    W.    R.    R,    Bulldlnc.    Indianapolis,    Ind.                201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bide.,    New    York 

M*   bitch    Ilulldlnc,  Springfield,    III.                                          337   MarquetU   Bide.,  Chicago  728    Monadnock    Bid*.,    San    Francisco,    Calif 

8*4    Arcade    Bulldlnc.    St.    Lotus.   Ho.                                     311    Park  Bld(..    Pittsburgh.   Pa.  509  Wesley-Roberts  Bide..  Lot  Anceles.  Calif. 

Ill  Railway  Exchange.  KBIUUU  City.  Ho.                                41  Porter  Bldg..  Memphis,  Ten.  S14  Colman  Bide..  Seattlo,  Wash. 
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;;i\.n   some  thon-lit    id  ihc  advisability   "I   appointing  a 
plumber  an. I    had    iM'"e    fai    enough    in    our  consid- 
n    to  conclude   that    such    an   appointment    would   at 
least  l>r  better  than   to  a|>poiiil   a   stonecutter,  as  was  at 
tempted    by    t'oriner    I'residen  I     \\ilson;   bill    we   are   now 
persuaded  tliat  the  housemaid  would  be  bettor,  all  things 
idered. 

I'ndoubtedly   this  a   threat   country,   but    we    wonder 
sometimes  what   keeps  it   threat. 


CASH    FOR    THE    CARRIERS 

We  suppose  there  will  be  more  or  less  opposition 
in  Congress  and  elsewhere  by  the  habitual  railroad 
baiters  to  the  plan  proposed  by  I 'resident  Harding  to 
permit  the  War  Finance  Corporation  to  buy  railroad 
securities  deposited  by  the  carriers  with  the  Railrotid 
Administration  as  evidences  of  indebtedness,  the  Rail- 
\dministration,  in  turn,  to  use  the  proceeds  to  pay 
in  rash  as  promptly  as  possible  the  claims  of  the  rail- 
against  the  government — these  claims  to  be 
i; really  reduced  from  ihe  original  demands  in  consid- 
eration of  speedy  settlement.  The  plan  is.  however, 
fair,  businesslike,  and  almost  necessary.  It  will  be  pro-- 
.liictive  of  wider  good  than  the  mere  relief  of  the  rail- 
roads, tor  it  will  enable  them  to  buy  equipment  and 
supplies  which  they  have  had  to  forego  and  to  pay 
which  they  have  had  to  delay  because  of  their 
financial  embarrassment. 

.  Perhaps  nothing  else,  in  proportion  to  the  amount 
of  money  involved,  could  do  more  toward  a  general  re- 
vival of  business  than  the  carrying  out  of  this  proposal. 
.vcrvbody  who  sells  to  the  railroads  or  who  sells  to 
those  who  sell  to  the  railroads  will  benefit.  There  may 
he  theoretical  objection  to  the  continuation  of  govern- 
ment participation  in  business,  but  where  government 
can  participate  to  the  advantage  of  everybody  and  the 
hurt  .it  no  one,  and  where  its  participation,  moreover, 
is  but  a  necessary  continuance  of  the  participation  made 
-ary  by  the  war  and  is  largely  an  effort  to  do  tin- 
square  thing  in  view  of  all  the  circumstances,  the 
theorists  must  be  made  to  look  at  actual  conditions. 
V\  e  have  advocated  some  such  plan  since  the  minute 
it  was  suggested  by  President  Rea,  of  the  Pennsyl- 
vania. We  hope  it  will  be  put  into  effect. 


LOSS  OF  RAILROAD  INITIATIVE 

In  a   recent   editorial   we  commented  on  the  loss  of 

railroad     initiative,     having     in     mind     particularly     the 

treight   traffic   officers   and   their  apparent   disposition  to 

permit  the  various  auxiliary  and  other  committees  to  be 

"iirce  of  authority,  even   in   strictly   local  matters. 

If  course,  the  logical  result  of  such  procedure  is  to  de- 

!ay  action,  even  in  plainly  meritorious  cases.     In  former 

lays   the   way   to  do   things — in    traffic   matters — was  to 

lo  them,  but  now  the  disposition   is  to  let  "(ieorge"  do 

when   he   gets    ready   and   if   he   sees   fit,  which  he 

iot  and   frequently  does  not. 

<  Hir  attention  has  been  called  to  a  recent  case  which, 

li   it   is   a    small    matter,   illustrates   our   point.     A 

nanufacturing  plant  about  a   hundred   miles   from   Chi- 

'ias  been  burning  a  certain  waste  product  that  has 


no  commercial  value,  in  order  to  get  rid  of  it.  The  traf- 
fic manager  asked  the  railroad  on  whose  tracks  the  plant 
is  located  for  a  commodity  late  to  Chicago  that  would 
give  a  revenue  of  about  ~.  \enty  live  dollars  a  car  for 
the  hundred  mile  haul.  This  was  six  weeks  ago  and  the 
waste  product  is  still  being  burned.  Of  course,  in  such 
a  case  it  should  be  possible  to  put  a  rate  into  effect  with- 
out reference  to  the  district,  auxiliary,  and  general  com- 
mittees, successively,  and  also  there  should  be  and  prob- 
ably would  be  no  objection  by  the  Interstate  Commerce 
Commission  to  granting  authority  for  the  immediate 
effectiveness  of  the  rate. 

( )ur  views  may  be  a  little  out  of  harmony  with  the 
present  passion  for  card-index  regulation,  but  we  confess 
to  a  great  deal  of  sympathy  with  the  notion  that  the 
ideal  freight  traffic  man  was  the  general  freight  agent  of 
a  small  railroad  in  New  Kngland  in  the  clays  before  the 
little  roads  there  had  been  swallowed  up.  His  road  was 
only  about  seventy-five  miles  long  and  had  no  large 
towns  and  few  manufacturing  industries  on  its  rails. 
But  there  was  a  lake  of  clear  water  at  each  end  of  the 
line.  The  general  freight  agent  kept  everlastingly  at  it 
until  he  had  convinced  the  people  at  each  end  of  the 
road  that  the  ice  from  the  lake  at  the  other  end  was 
superior  to  that  cut  from  their  own  lake — and  so  In- 
hauled  ice  in  both  directions. 

But  as  to  that  waste  product  matter.  Can  you  ima- 
gine a  progressive  commercial  concern  failing  to  take 
prompt  advantage  of  an  opportunity  to  create  new  busi- 
ness at  a  remunerative  figure  and  permitting  six  weeks 
to  elapse  before  doing  anything?  Of  course,  the  rail- 
roads, being  subject  to  all  kinds  of  regulation,  are  more 
or  less  hampered  in  the  matter  of  taking  quick  action, 
but  they  need  not  increase  their  difficulties  by  unreeling 
unnecessary  red  tape. 


HENRY  FORD,  EMANCIPATOR 

Henry  Ford,  manufacturer  of  a  certain  brand  of 
automobile,  known  to  the  more  familiar  and  disrespect- 
ful by  the  name  of  "Lizzie,"  has,  by  his  purchase  of  the 
Detroit,  Toledo  &  Ironton  Railroad  and  his  subsequent 
move  to  reduce  freight  rates  on  that  road,  so  adver- 
tised himself  to  the  public  that  that  part  of  it  repre- 
sented by  four  hundred  citizens  of  Oceana  County. 
Michigan,  has  petitioned  President  Harding  that  the 
railroads  be  turned  over  to  him  to  operate,  the  theory 
being  that  he  would  operate  them  for  the  benefit  of 
the  country  and  not  for  his  own  personal  gain. 

Now,  we  have  no  quarrel  with  Henry  Ford  or  his 
motives  in  life.  We  regard  him  as  an  extremely  astute 
business  man.  He  certainly  knew  how  to  make  a  good 
little  car  and  sell  it  cheap.  But  he  didn't  do  it  for  tin- 
sake  of  making  a  good  little  car  nor  that  he  might  sell 
it  cheap.  He  did  it  to  make  money.  And  he  has  made 
money.  He  was  in  business  for  the  benefit  of  Henry 
Ford  and  not  of  the  country.  Now  he  has  bought  a 
railroad.  It  was  pretty  well  understood  why  he  bought 
it.  He  could  use  it  in  his  business.  And  he  is  pro- 
posing to  reduce  freight  rates  on  that  road.  He  has, 
doubtless,  his  own  reasons  for  that  course,  and  what 
they  are  will  probably  appear  in  good  time.  In  the 
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first  place,  it  does  not  yet  appear  that  his  course  is  wise 
or  ought  to  be  applied  to  other  roads.  He  may  lose  a 
wad  of  money  by  it.  In  the  second  place,  his  motives 
may  be  ulterior.  He  would  not  be  the  first  shipper  in- 
terested financially  in  a  railroad  who  has  tried  to  induce 
other  roads  to  cut  rates  on  the  commodities  he  buys 
and  sells.  Then,  too,  Mr.  Ford  is  quite  an  advertiser. 
Considerable  of  what  he  is  spending  now — even  if  it 
results  in  a  loss — might  be  charged  to  the  advertising 
account. 

At  any  rate,  it  is  a  little  too  early  to  turn  the  rail- 
roads over  to  Mr.  Ford,  though  the  experiment  might 
perhaps  be  worth  while — if  it  did  not  continue  too  long 
— if  only  to  teach  the  great  American  public  that  a  man 
may  be  pretty  able  along  one  line  and  pretty  much 
otherwise  along  other  lines.  For  instance,  a  man  may 
be  wonderfully  successful  in  manufacturing  an  automo- 
bile that  appeals  to  the  public  and  selling  it  at  a  profit 
— but  it  does  'not  follow  that  he  would  make  a  good 
Director-General  of  Railroads  or  President  of  the 
United  States. 


HENRY  FORD  REDUCES  RATES 

The  Traffic  World   Washington  Bureau 

Henry  Ford  tariffs,  making  a  twenty  per  cent  reduction  in 
rates  on  road-making  and  building  materials,  reached  the  public 
files  of  the  Commission  July  21  (see  Traffic  World,  July  23). 
They  were  issued  July  16,  to  become  operative  August  20.  The 
tariffs  are,  Detroit,  Toledo  &  Ironton  I.  C.  C.  No.  399,  covering 
sand,  gravel  and  sand  rock';  I.  C.  C.  No.  400,  covering  blocks, 
brick,  clay  and  clay  products;  and  I.  C.  C.  No.  401,  covering 
stone,  for  intrastate  application  in  Michigan. 

At  the  time  these  t'ariffs  reached  the  public  files  of  the 
Commission  it  was  not  doubted  that  tariffs  proposing  reductions 
in  class  and  commodity  rates  would  be  comng  along  soon.  No 
one  expected  any  protest  against  the  reductions  on  road-making 
and  building  material  rates,  because  a  lead  in  that  direction 
had  been  made  by  carriers  serving  the  Bedford  stone  district,  in 
tariffs  filed  by  Kelly  cutting  off  twenty  per  cent,  for  the  avowed 
purpose  of  stimulating  business. 

A  different  kind  of  story  was  expected  with  regard  to  gen- 
eral class  and  commodity  rate  tariffs.  Central  Freight  Associa- 
tion territory  was  the  scene  of  one  of  the  most  disastrous  rate 
wars  about  thirty  years  ago.  Rates  went  so  low  in  that  part 
of  the  country  that,  in  1914,  the  Commission  allowed  the  heavy 
increases  proposed  in  the  Disque  report  on  the  sole  ground  that 
the  troubles  of  the  C.  F.  A.  ends  of  the  trunk  lines  had  brought 
about  the  unhealthy  condition  existing  in  the  eastern  district 
or  Official  Classification  territory. 

Rates  which  Ford  proposes  to  reduce  were  filed  by  the  rail- 
roads in  response  to  the  permission  given  by  the  Commission 
in  Ex  Parte  No.  74.  While  it  is  admitted  that  the  Detroit,  Toledo 
&  Ironton  is  not  a  whale  in  the  transportation  business,  yet  it 
is  not  so  insignificant  that  the  comparatively  poor  north  and 
south  lines  can  altogether  ignore  it.  That  is  why,  at  the  time 
the  Ford  road-making  and  building  material  tariffs  were  filed, 
and  no  one  appeared  to  object,  a  different  kind  of  story  was 
expected  to  develop  after  the  filing  of  the  reductions  on  classes 
and  the  general  commodity  list. 

Ford's  railroad,  traffic  men  generally  think,  is  not  big  enough 
to  start  much  of  a  rate  war.  They  believe,  however,  that  the 
psychology  of  the  matter  is  that  Ford  will  be  regarded,  by  a 
section  of  the  public,  as  its  benefactor,  and  that  it  will  suggest 
to  other  railroads  that  if  Ford  can  hire  traffic  men  bright  enough 
to  earn  reasonable  dividends  on  lower  rates,  other  railroads 
ought  to  be  able  to  do  the  same.  Therefore,  there  was  an  idea 
when  the  sand,  stone,  gravel  and  brick  rate  tariffs  reached  the 
files,  that  when  the  class  and  commodity  tariffs  came  to  hand, 
somebody,  if  not  rival  railroads,  would  suggest  to  the  Commis- 
sion that  Ford  was  proposing  to  break  down  the  adjustment  of 
rates  that  it  had  said  was  necessary  to  enable  the  carriers  to 
earn  six  per  cent  on  the  value  of  the  property  devoted  to  trans- 
portation service. 

Another  suggestion  was  that  the  Commission  itself  might 
suspend  them  pending  an  investigation  as  to  the  effect  they 
would  have  on  other  rates  and  at  the  same  time  inquire  what 
palpable  benefit  Ford,  as  a  shipper,  might  derive  from  the  pro- 
posed reduction.  In  other  days  big  shippers  acquired  interest 
in  railroads  and  those  who  did  not  like  them  as  factors  in  rate- 
making,  said  their  investments  were  made  for  no  purpose  other 


than  that  of  using  them  to  break  down  the  rates  of  other  lines, 
on  commodities  shipped  or  received  by  those  who  had  made  in- 
vestment in  the  railroads  in  question.  Ford  is  suspected  of 
having  acquired  the  Detroit,  Toledo  &  Ironton,  not  because  he 
is  so  greatly  interested  in  the  prosperity  of  the  railroad,  but 
because,  as  a  shipper,  he  has  a  great  interest  in  keeping  down 
the  transportation  charges. 

Due  to  an  error  in  telegraphic  transmission,  it  was  made 
to  appear  in  The  Traffic  World  of  July  23  that  the  D.  T.  &  I. 
had  filed  tariffs  making  decreases  in  class  and  commodity  rates. 
No  such  tariffs  had  been  filed  at  the  time  that  publication  was 
made.  The  message  as  filed  said  that  "Ford  tariffs  making  de- 
creases in  class  and  commodity  rates  were  expected  and  that 
a  fight  against  them  would  not  be  surprising." 

Further  carrying  out  Henry  Ford's  announcement  of  a  20 
per  cent  reduction  in  rates,  tariffs  of  the  Detroit,  Toledo  & 
Ironton  Railroad  reducing  the  rates  on  grain  and  grain  prod- 
ucts between  stations  on  that  line,  and  on  coke  from  Ironton, 
Ohio,  and  Adrian  and  Detroit,  Mich.,  and  other  producing  points 
on  that  line,  to  D.,  T.  &  I.  points,  were  received  by  the  Commis- 
sion July  27. 

The  rates  on  grain  and  grain  products  are  published  in 
D.,  T.  &  I.  tariff,  I.  C.  C.  No.  405,  effective  August  29  on  inter- 
state traffic;  and  on  Ohio  State  traffic,  and  August  8  on  Michigan 
intrastate  traffic. 

The  new  rates  on  coke  are  earned  in  Supplement  No.  15 
to  D.,  T.  &  I.,  I.  C.  C.  No.  366,  effective  August  29,  on  interstate 
and  Ohio  intrastate  traffic,  and  August  8  on  Michigan  intrastate 
traffic. 

The  new  rates  apply  to  and  from  D.,  T.  &  I.  stations  only. 
For  example,  the  present  rate  on  coke  from  Ironton  to  Toledo, 
Ohio,  for  both  D.  T.  &  I.  and  Ann  Arbor  Railroad,  delivery  is 
$3.08  per  ton.  On  the  effective  date  of  the  new  rates,  the  charge 
covering  D.,  T.  &  I.  delivery  at  Toledo  will  be  $2.46  per  ton, 
while  the  rate  for  Ann  Arbor  delivery  will  be  $3.08. 

What  effect  these  tariffs  will  have  on  the  rates  of  other 
roads  or  on  joint  rates  to  which  the  D.  T.  &  I.  is  a  party 
no  one  pretends  to  forecast.  The  reductions,  of  course,  apply 
only  from  one  D.  T.  &  I.  point  to  another  D.  T.  &  I.  point,  but 
the  reduced  rates  may  be  used  in  making  up  combinations  that 
will  cut  some  joint  rates,  and  that  is  what,  if  anything,  will 
make  them  dangerous  to  other  carriers. 

A  Ford  tariff  that  drew  fire  before  it  actually  reached  the 
files  of  the  Commission  (Detroit,  Toledo  &  Ironton,  I.  C.  C.  No.! 
402)  proposes  to  establish  a  proportional  rate  of  $1.85  per  toni 
on  ex-river  coal  from  Ironton,  O.,  to  Detroit,  effective  August  18. 
The  existing  rate  is  $2.57  per  ton.  The  reduction  proposed  in| 
the  tariff  under  discussion,  therefore,  is  about  as  heavy  as  has 
been  proposed  in  any  tariff  publication  since  Ex  Parte  74  rates' 
became  effective.  Seventy-two  cents  a  ton,  the  reduction  in  this 
instance,  in  the  days  before  the  five  per  cent  case  would  have 
been  a  reasonable  rate  from  several  Ohio  districts  to  Lake  Eriej 
ports. 

W.  L.  Andrews,  Vice-President  of  the  Consolidation  Coal 
Company,  has  protested  against  this  rate  and  asked  its  suspen- 
sion. In  a  letter  to  the  Commission  on  that  subject,  he  said: 

The  Detroit,  Toledo  &  Ironton  R.  R.  has  published  a  proporthniul 
rate  of  $1.85  per  net  ton  on  ex-river  coal  from  Ironton,  O.,  to  Detroit. 
Mich.  IT  my  understanding  of  this  situation  is  correct  this  rate  should! 
not  be  permitted  to  go  into  effect,  and  therefore  I  desire  to  enter  a 
protest  against  this  tariff,  and  would  ask  that  it  be  suspended  ami  not 
allowed  to  go  into  effect  until  hearing  has  been  had.  This  railroad 
is  owned  by  Mr.  Henry  Ford,  who  has  enormous  industrial  enterprises. 
and  in  view  of  the  well  known  physical  condition  of  this  road,  it  is 
fair  to  assume  that  his  object  in  obtaining  its  control  was  to  benefltl 
his  various  industries,  either  through  the"-medium  of  lower  rates  or| 
through  the  medium  of  preferential  handling  or  through  the  mediumi 
of  advertising. 

In  my  opinion,  the  present  transportation  act  must  reach  ii 
object  of  securing  the  welfare  of  the  whole  country  through  a  n-;il 
control  of  rail  transportation,  and  this  would  mean  the  prevention  of 
reduced  rates  made  for  any  or  all  of  the  purposes  indicated  above. 
under  the  circumstances  of  the  ownership  of  the  Detroit.  Toledo  &' 
Ironton  R.  R.  The  interests  of  this  company  and  the  interests  of  the 
coal  industry,  and  I  think  I  may  say  the  interests  of  the  who),  mun- 
try,  depend  upon  the  maintenance  of  the  present  rates  of  freight 
until  the  volume  of  business  increases  sufficiently,  or  until  thp  ex- 
penses of  operation  decrease  sufficiently  to  justify  a  reduction.  It  is 
hardly  possible  for  reductions  in  coal  rates  to  he  put  into  effect  on' 
the  Detroit,  Toledo  &  Ironton  R.  R.  without  bringing  about  a  de- 
moralization of  the  whole  fabric  of  rates.  This  particular  reduction 
would  give  an  immense  advantage  to  a  few  people  who  are  equipped 
to  handle  coal  from  their  mines  to  Ironton  by  water  transportation. 
It  seems  to  me,  if  your  lipnorable  board  is  ever  to  exercise  tli< 
that  has  been  placed  in  your  hands  to  declare  what  minimum  int.  is 
just  and  reasonable,  this  is  the  time. 


URGE   LOWER  FREIGHT  RATES 

Protests  against  the  level  of  existing  freight  rates,  by  the 
Louisiana  Bankers'  Association  and  produce  growers  of  Willis 
ton,  S.  C.,  were  submitted  to  the  Senate,  July  27,  by  Senators 
Ransdell  and  Dial,  respectively.  The  Louisiana  bankers  urged 
the  senators  and  representatives  from  that  state  to  use  theii' 
influence  toward  bringing  about  a  readjustment  and  reduction 
of  freight  rates.  The  produce  growers  of  Williston,  in  a  resolu 
tion,  declared  the  freight  rates  were  so  high  that  the  trwkinc 
industry  in  that  vicinity  would  be  killed  unless  they  were  re- 
duced. 
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Financing    the    Railroads    and    Agriculture. — An    ugly    state 
niml.  on   llic>   pan    of   law  makers,   is  developing  as  a  result 
lie  big  decline  in  the  prices  of  farm  products,  and  the  posi- 
tion of  Hie  railroads  that,  generally  speaking,  they  cannot  afford 
to   redurr    rates.     The   members   of   the   farm    bloc   in   Congress 
n  lient  on  taking  the  position,  that  if  the  government  can- 
Qnance  agriculture,  then  it  shall  not  finance  the  railroads. 
farm    bloc,    owinp    to    tlie    renewed    agitation    against    the 
railroads,  it  is  suspected,  can  force  some  deal  whereby  the  fund- 
leuislation    will    be   loaded    with   a   scheme   of   schemes   for 
linanciiiK   the   export   of   farm   products,  or  the  abandonment  of 
slat  ion   for   funding.     The   contention   that   each,  proposition 
ild    stand   or   fall    on   its    own   merits,   it   may   be   observed, 
'us   for  nothing  when   congressmen  are  in  that  attitude.     It 
is   probable   that   the   implication   that   the   farmers   would   vote 
nst    a   party   that  did  not  follow  the  advice  of  the   bloc  is 
as  erroneous  as  the  implication  that  one  man  or  the  officers 
of  a  labor  organization  can  defeat  a  man  if  he  or  they  but  say 
word.     But  no  one  has  ever  made  a  pretense  of  delivering 
tlip  farm  vote.     Therefore,  it  is  a  good  line  of  talk  to  suggest 
that    the   vote   of   the  farmers   carries   a   terrible   political   bolt, 
one  to  shatter  the  ambitions  of  the  man  who  dares  vote  against 
ven   bill.     But  until   the  fallacy  of  such   a  claim   has   been 
•  n.   it   is    believed   it   is   an   argument   of  persuasive   power. 
I'niil   within   the   last   four  or  five  years  legislation   which   the 
railroad  managers  would  admit  was  of  help  to  them  would  not 
have  been  thought  of.     Until  after  1914  the  only  kind  of  legis- 
lation  that    had   any   chance   of  passage   was   of   the   kind   that 
curbed,    if   it    did   not    positively   hurt,   the   carriers.     President 
Wilson  brought  about  a  better  feeling  toward  them  and  started 
the  moves  that  resulted  in   bringing  about  a  doubling  of  rates 
in   less    than   seven    years.      Big   shippers   also    helped    because 
many  of  them  knew  that,  unless  the  railroads  were  prosperous, 
i he  service  would  be  poor  and  the  buying  power  of  the  railroad 
companies  held  to  a  minimum.    Now  the  inclination,  it  seems,  is 
io  revert  to  the  earlier  era  of  railroad  baiting,  the  era  that  pro- 
duced  the   admittedly   good   regulatory  laws,   but  did  not  bring 
about   the  more  liberal   treatment  in  the  matter  of  rates.     But 
when  the  era  of  better  rates  came,  the  laws  were  such  that  the 
benefit  of  the  more  liberal  treatment  went,  not  to  the  railroads, 
but  to  the  railroad  employes.     Even  if  the  railroads  were  carry- 
ing  the   greatest   amount   of   tonnage   possible,   it   is   not   likely 
they  would  be  as  well  off,  in  a  financial  sense,  as  they  were  in 
1916-17. 


Consistency  in  the  Interstate  Commerce  Act. — The  talking 
that  attorneys  and  traffic  men  do  before  they  get  up  before  the 
Commission  to  argue  cases  seems  to  indicate  that  shortly  the 
Commission  will  be  invited  to  say  whether  it  thinks  that  the 
late-making  section  written  into  the  law  by  S.  Davies  Warfield 
and  Luther  M.  Walter  is,  or  is  not,  a  limitation  on  the  first 
mandate  in  the  law,  that  all  rates  shall  be  just,  reasonable  and 
non-discriminatory.  No  one  really  expects  the  Commission  to 
hold  anything  other  than  that  the  two  sections  must  be  made 
to  work  together.  That  is  the  first  rule  for  construing  a 
•statute.  One  part  cannot  be  allowed  to  repeal  another,  unless 
it  is  impossible  to  make  them  work  together.  In  such  a  state 
of  affairs,  the  older  part  of  the  law  gives  way  to  the  newer. 
Rut  which  is  the  newer  section  in  the  interstate  commerce 
law?  Section  one  was  re-enacted  at  the  same  time  that  section 
15a  was  written,  so  the  question  is  as  to  what  was  the  inten- 
•ion  of  Congress,  if  the  two  cannot  be  made  to  work  together, 
the  intention  that  the  railroads  should  have  6  per  cent 
regardless  of  what  happens  to  those  who  must  employ  the 
•»  nice  of  the  railroads?  Was  it  that  rates  must  be  reasonable, 
tnd  so  adjusted  within  the  elastic  boundaries  of  what  is  reason- 
ible  that  they  represent  the  best  judgment  of  the  Commission 
is  to  what  is  reasonable  and  what  will  tend  to  give  the  rail- 

•oads  the  6  per  cent?  These  are  some  of  the  questions,  it  is 
•)»lieved,  attorneys  will  propose  for  themselves  and  for  the 
Commission.  If  the  answer  is  that  the  best  judgment  of  the 

'ommission   is   all  that  is  expected,  then  those  who  contended 

hat  15a  would  not  really  add  anything  to  the  law  may  be 
expected  to  contend  that  the  section  is  nothing  more  than  a  bit 
>f  legislative  advice  to  the  Commission  to  keep  on  doing  what 
•ommissioners  have  claimed  the  Commission  had  always  tried 

o  do.  However,  the  6  per  cent  admonition  is  an  addition  in 
'  his  sense,  that  it  gives  the  Commission  an  inkling  as  to  what 

'ongress  thinks  would  be  a  reasonable  level. 


last  year  jogs  him  into  that  frenzy  which  used  to  follow  an  alle 
gallon  that  some  bureau  had  wasted  $30,000.  The  late  James 
Wilson,  secretary  of  agriculture,  who  lies  burled  near  the  corner 
of  one  of  the  finest  corn  field  in  Iowa  (a  fitting  place  for  one 
who  worked  so  hard  as  he  did  for  the  farmer)  shivered  more 
than  once  because  his  experts  in  the  bureau  of  plant  Industry 
spent  $30,000  In  a  futile  effort  to  find  what  they  called  a  single 
shot  beet  seed — that  is,  a  seed  that  would  result  in  only  one 
plant.  Wilson  knew  that  the  effort  was  honest  and  amazingly 
worth  while  because  discovery  of  such  a  beet  seed  would  have 
saved  millions  of  dollars  spent  for  eliminating  useless  plants 
from  the  sugar  beet  fields  of  the  country.  But  he  knew  his 
muckraker  and  the  uplifter,  the  ones  who  used  to  Insinuate 
that  Wilson  was  poisoning  children  because  he  did  not  follow 
all  the  vagaries  of  food  chemists  on  no  better  foundations  than 
disputes  between  manufacturers  as  to  how  certain  things  should 
be  made.  Now  the  sated  public  man,  and  the  publicists,  too, 
show  less  interest  in  $650,000,000  wasted  in  airplane  fooling, 
$380,000,000  lost  in  shipping,  two  years  after  the  war,  and  $1,250.- 
000,000  lost  in  the  operation  of  the  railroads,  than  they  showed 
over  Wilson's  administration  of  the  so-called  food  and  drugs  act, 
n-isleadingly  called  the  pure  food  law. 


Presidential  Messages  No  Longer  Unusual. — Another  thing 
that  has  lost  its  powers  of  attraction  because  it  has  become 
common  is  a  message  from  the  President  to  Congress.  A  com- 
paratively few  years  ago  newspaper  readers  were  invited  to 
thrill  over  a  rumor  that  the  President  was  about  to  send  a 
message  to  Congress.  On  what  subject?  That  did  not  matter. 
The  central  fact  was  that  the  President  was  about  to  send  a 
special  message  to  Congress.  The  more  bold  newspaper  corre- 
spondents made  so  free  as  to  surmise  that  the  President  was 
going  to  discuss  such  and  such  a  subject,  only  they  did  not 
always  call  what  they  wrote  surmises.  On  the  contrary,  some 
of  them  were  exceedingly  dogmatic,  and  wrote  as  if  they  had 
been  sitting  on  the  left  knee  of  the  chief  executive,  but  were 
not  free  to  say  what  he  had  told  them.  Therefore,  some  of 
the  things  they  said,  they  suggested,  might  be  denied,  for  rea- 
sons of  state.  The  Presidents,  since  about  the  beginning  of 
Roosevelt's  administration,  after  his  election  in  1904,  have  broken 
up  that  occupation.  Usually  the  President  is  now  the  first  to 
suggest  that  perhaps  he  will  send  a  message  to  Congress.  In 
the  older  days  congressmen  professed  to  be  indignant  if  an 
accurate  forecast  as  to  what  the  President  intended  saying  to 
them  appeared  in  the  newspapers  before  it  was  laid  before 
them.  They  have  all  got  over  that.  One  of  two  messages  from 
the  President,  on  account  of  the  advance  publicity,  were  allowed 
to  lie  on  the  table  of  the  Vice-President  or  of  the  Speaker  for 
an  hour  or  two  before  they  were  read,  just  to  show  the  Presi- 
dent that  he  was  not  so  important  that  everything  stopped 
simply  because  he  chose  to  tell  Congress  what  he  thought  about 
a  matter.  President  Wilson's  scheme  of  addressing  Congress 
in  person  restored  the  thrill  to  a  certain  extent,  but  as  a  gen- 
eral proposition,  a  message  from  the  President  is  no  more  ex- 
citing than  the  "extra"  of  the  newspaper  that  has  the  "extra" 
habit. 


No  More  Thrills  in  Charges  of  Extravagance. — One  of  the 
>bvious  things  in  Washington  is  that  the  average  public  man 
s  so  tired  of  talk  about  war  extravagance  that  not  even  the 
revelation  that  the  Shipping  Board  lost  $380,000,000 


Arresting  a  Governor  or  a  President. — Judge  Smith's  ruling, 
that  Governor  Len  Small  can  and  should  be  arrested  on  an  in- 
dictment by  a  grand  jury,  has  served  to  revive,  to  a  certain  ex- 
tent, the  almost  age-old  discussion  in  the  District  of  Columbia 
as  to  whether  the  President  could  be  arrested.  Smith's  decision 
is  good  law  in  Illinois,  unless  and  until  changed  by  a  higher 
court,  but  the  Supreme  Court  of  the  United  States  would  laugh 
in  its  voluminous  black  taffeta  sleeves  if  the  judge  suggested 
to  it  that  it  should  do  something  about  the  matter,  if  Governor 
Small  refuses  to  bring  himself  before  the  court.  The  highest 
court  in  the  land  has  had  experience  with  a  contumacious  not 
to  say  contemptuous  executive,  who  refused  to  execute  its  man- 
date. Madison,  if  memory  is  not  at  fault,  is  the  President  who 
told  the  court  "where  to  get  off."  When  the  chief  executive 
had  done  that  the  court  sat  itself  down  and  wrote  in  its  journal 
to  the  effect  that  if  the  chief  executive  refused  to  execute  the 
mandate  of  the  court,  it  was  done,  because  the  court  had  no 
army  or  other  force  to  carry  out  its  orders.  But  the  legislature 
of  Illinois  can  bring  the  governor  to  book — unless  the  constitu- 
tion of  Illinois  is  unlike  that  of  the  United  States  and  all  other 
states.  The  House  of  Representatives  can  impeach  him,  which 
is  the  same  as  an  indictment  and  the  Senate,  with  the  chief 
justice  presiding,  can  try  him  on  the  impeachment,  and  render 
a  verdict  thereon,  the  penalty  for  which  would  be  removal 
from  office,  which,  when  accomplished,  would  bring  into  power 
the  lieutenant  governor,  who  could  arrest  Small  on  the  indict- 
ment which  Small,  according  to  reports  on  which  Washington 
debated,  refused  to  recognize.  Some,  who  are  probably  ex- 
tremists, argued  that  Small,  the  governor,  could  issue  a  pardon 
to  Small,  the  citizen,  which  would  he  a  perfectly  legal  docu- 
ment, unless  the  Illinois  executive  has  been  deprived  of  the 
power  to  issue  pardons.  It  is  fine  sport,  arguing  about  such 
things. 


210 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  5 


What  Can  the  Louisiana  Railroads  Do?— The  railroads  of 
Louisiana,  in  the  language  of  the  late  Mr.  Cobb  of  Georgia  (not 
Tyrus  but  the  congressman),  well  may  inquire  where  they  are 
"at  "  now  that  the  Commission  has  vacated  its  order  indefinitely 
extending  its  order  requiring  them  to  remove  the  discrimination 
against  interstate  commerce  caused  by  them  when  they  obey( 
the  rate  orders  of  the  Louisiana  commission.  They  thought  the 
orders  in  the  Natchez  cases  and  the  report  in  Ex  Parte  No  74 
freed  them  from  the  control  of  the  Louisiana  commission.  Wy- 
lie  M  Barrow  the  rate  lawyer  for  the  Louisiana  commission, 
evidently  did  not  expect  the  federal  body  to  vacate  its  orders, 
else  it  is  believed,  he  would  not  have  filed  a  petition,  the  object 
of  which  is  to  allow  the  Louisiana  Railway  &  Navigation  Com- 
pany to  establish  a  rate  of  17  cents  on  crude  and  15  cents  on 
fuel  oil  from  north  Louisiana  to  New  Orleans  and  New  Orleans 
rate  points.  Apparently  the  vacation  of  the  orders  in  the 
Natchez  cases  will  make  it  possible  for  the  Louisiana  commis- 
sion to  put  into  effect  its  rate  authority,  permitting  the  L.  R.  Ac 
N  to  make  the  17  and  15  cent  rates  in  place  of  the  rate  of  20.5 
cents  a  100  pounds,  which  Barrow  told  the  Commission  was 
absolutely  prohibitive.  Of  course,  that  permission  will  not  scare 
the  L  R  &  N.,  but  suppose,  after  a  while,  the  Louisiana  com- 
mission issues  a  rate  authority  or  order,  which  neither  the 
L  R  &  N.  or  any  other  carrier  in  Louisiana  desires  to  obey.' 
The  question  will  then  be  whether  it  will  not  be  necessary  for 
the  railroads  obey  until  they  can  induce  some  shipper  outside 
of  Louisiana  to  aver  and  prove  that  the  rates  so  established 
constitute  a  discrimination  against  interstate  commerce 
federal  Commission  is  considering  all  rates  in  the  lower  Missi 
sippi  valley,  in  I.  and  S.  No.  1303.  The  query  will  be,  if 
when  the  dry  land  rates  sought  by  the  carriers  are  made  effec- 
tive will  the  rate  of  crude  and  fuel  oils  authorized  by  the  Louisi 
ana  commission  fall,  simply  because  they  may  happen  to  I 
below  the  level  of  rates  that  would  be  made  by  the  rules  ap- 
proved in  that  proceeding? — A.  E.  H. 


LUMBER  REDUCTIONS  NOT  CONFIRMED 

The  Traffic  World  Washington  Bureau 

Reports  from  the  Pacific  coast  saying  that  the  transcontinental 
carriers  had  announced  reductions  in  rates  on  lumber  from 
north  coast  Pacific  points  to  C.  F.  A.,  trunk  line  and  New  Eng- 
land territories  have  not  been  confirmed.  The  statement  in  the 
Traffic  World,  July  23,  p.  169,  on  that  subject  was  incorrect. 
Countiss  at  the  time  those  reports  came  out,  had  filed  supple- 
ment No.  4  to  his  I.  C.  C.  1079,  effective  August  15,  making  some 
reductions.  The  reductions,  however,  are  not  of  the  character 
indicated— namely,  from  fl.065  to  95  cents  to  trunk  line  and 
New  England  and  86  cents  to  central  freight  association.  They 
are  merely  reductions  in  the  rates  from  short  line  railroad 
points,  which,  under  the  Commission's  decision,  in  the  Three 
Lakes  Lumber  and  other  similar  cases,  have  become  entitled  to 
the  group  basis  of  rates  which  have  heretofore  applied,  from 
main-line  and  proprietary  branch-line,  and  not  from  points  on 
independent  short  line  railroads. 

Lumber  traffic  men  have  been  pressing  the  transcontinental 
carriers  for  reductions  of  the  character  indicated  and  believe 
they  will  be  made,  but  at  the  time  the  report  was  published  in 
The  Traffic  World,  carriers  had  not  filed  anything  other  than 
the  supplement  mentioned,  which  was  erroneously  taken  as  con- 
firming the  reported  announcement  to  that  effect. 

The  eastern  lines,  it  has  been  learned,  since  the  erroneous 
report  that  the  transcontinental  lines  had  announced  a  reduc- 
tion in  rates  on  lumber  from  the  Pacific  northwest  to  central 
freight,  eastern  trunk  lines  and  New  England  territories,  have 
under  consideration  the  publication  of  reduced  rates  on  the  traffic 
in  question.  They  are  considering  the  matter  in  connection 
with  their  effort  to  get  rid  of  the  rule  for  making  rates  on 
combination,  carried  in  Kelly's  No.  228,  also  known  as  U.  S. 
I.  C.  C.  No.  1.  They  have  not  yet,  however,  reached  a  conclusion. 
Under  that  tariff  the  reduction  of  seven  cents  to  Chicago 
and  Mississippi  River  points  must  be  reflected  in  rates  to  the 
east  in  all  cases  in  which  the  rates  are  made  on  combination, 
as,  for  instance,  from  East  St.  Louis  to  Indianapolis. 

When  they  announced  their  intention  to  cancel  the  rule  for 
making  rates  by  combinations,  the  carriers  said  it  was  their 
purpose  to  publish  joint  through  rates  to  apply  wherever  there 
was  any  regular  or  suspected  movement  of  commodities.  Among 
other  commodities  on  which  they  said  they  would  publish  joint 
through  rates  is  lumber.  They  have  not  done  that,  but  they  have 
decided,  in  effect,  that  each  road  or  agency  shall  carry  the  com- 
bination rule  in  each  tariff  naming  joint  rates,  to  be  used  in 
constructing  rates  on  combination  to  points  not  accorded  joint 
rates.  No  one  in  the  Commission  has  ever  been  able  to  figure 
out  what  advantage  was  to  be  gained  by  doing  that,  but  if  and 
when  the  publication  is  made  in  that  way,  the  carriers  acting 
on  that  determination  will  have  the  opportunity  to  publish  the 
reductions  that  are  under  consideration  and  which  for  practical 
purposes  were  made  when  the  transcontinental  carriers  reduced 
the  rates  to  the  Mississippi  River  points. 

More  than  a  month  ago  the  transcontinental  carriers  sug- 
gested to  the  eastern  lines  that  lumber  was  moving  to  the  east, 


by  water,  at  the  rate  of  20,000,000  feet  per  annum  and  asked 
them  what  they  intended  doing  about  the  matter.  At  that  time 
the  transcontinental  lines  suggested  a  reduction  of  the  New 
York  rate  to  90  cents  and  the  rate  to  central  freight  association 
territory  to  85  cents.  Those  figures  are  lower  than  the  ones 
reported  from  Portland,  Ore.,  and  Vancouver,  B.  C.,  as  having 
been  announced  by  the  transcontinental  lines.  The  rates  men- 
tioned in  the  reports  from  Portland  and  Vancouver  were  95  and 
86  cents,  instead  of  90  and  85,  the  figures  suggested  by  the  trans- 
continental lines  to  their  eastern  connections. 

LUMBER  TRANSIT  PRIVILEGE 

The  Traffic   World   Washington  Bureau 

Extension  of  the  time  on  the  transit  privilege,  for  six  months, 
on  rough  stuff  in  the  forest  product  mills  in  the  south,  was  given 
July  22  by  the  Commission  (see  Traffic  World,  July  23,  p.  169), 
to  prevent  distress  greater  than  now  exists  in  the  lumber  in- 
dustry in  the  south.  The  extension  will  be  for  six  months  from 
the  date  on.  which  the  one  year  of  privilege  otherwise  would 
expire,  from  the  operative  date  of  the  tariffs  filed  under  the 
special  permission  given  to  Speiden  July  22.  That  is  to  say,  if 
the  one  year  of  privilege  would  expire  on  August  2,  the  new 
tariffs  would  give  that  privilege  six  months  more  to  run. 

Application  for  an  extension  for  a  year  was  made  by  the 
carriers,  but  the  Commission  thought  six  months  would  be 
enough.  The  tariffs  will  expire  by  limitation  December  31.  The 
extension  was  limited  to  six  months,  because  the  Commission 
hopes  that  before  the  six  months  have  expired,  the  industry  will 
be  in  better  condition.  If  it  is  not,  then  there  can  be  another 
extension. 

Expiration  of  the  transit  privilege  on  the  rough  stuff 
brought  to  the  mill  points  for  further  manufacture  would  require 
the  mills  to  pay  the  full  combinations,  based  on  the  mill  points. 
It  was  represented  to  the  carriers  that  it  was  improbable  that  the 
industry  could  pay  the  combinations,  and  the  net  result  of  a 
failure  to  extend  would  be  that  stuff  that  had  been  cut  and  is  at 
the  mill  points  would  never  move  out  from  the  mill  points. 

ILLINOIS  RATE  ON  CROSS  TIES 

The    Traffic    World    Washington   Bureau 

John  E.  Benton,  general  solicitor  for  the  state  commissions, 
in  a  bulletin  to  members,  said  the  action  of  the  Illinois  carriers 
in  asking  the  Commission  to  investigate  intrastate  rates  on 
cross  ties  in  Illinois  "perhaps  marks  the  extreme  limit  of  the 
carriers'  claims  so  far."  He  said: 

The  federal  commission  upon  petition  of  Illinois  carriers,  has  •  n- 
tered  upon  an  investigation  of  the  alleged  discriminatory  character 
of  intrastate  rates  on  cross  ties  in  Illinois.  All  Illinois  freight  i 
were  fixed  by  the  Interstate  Commerce  Commission  in  the  III 
freight  rate  case.  The  carriers,  however,  claim  that  notwithstanding 
such  advance  the  intrastate  rates  are  still  on  a  lower  basis  than  in- 
terstate rates  on  the  same  commodity  and  discriminatory.  The  case 
contains  this  novel  feature:  The  Chicago.  Burlington  &  Qiiincy  i 
a  petitioner.  It  appears  that  its  intrastate  rates  are  not  lower  than 
the  interstate.  The  petition  states:  "The  Chicago,  Burlington  and 
Quincy  however  has  signified  its  intention  to  file  appropriate  tariffs, 
with  the  Interstate  Commerce  Commission,  for  the  purpose  of  ad- 
vancing its  interstate  rates  on  cross  ties  to  the  normal  basis  pre- 
vailing on  other  railroads,  and  this  petition  is  filed  in  behalf  of  the 
Chicago,  Burlington  and  Quincy  upon  the  theory  that  such  interstate- 
rates  will  become  effective." 

It  thus  appears  that  the  carriers'  conception  of  the  hnv  is  that 
they  may  complain  of  intrastate  rates  as  discriminatory  whirh.  at 
the  time  of  the  filing  of  such  complaint,  are  on  the  same  basb.  as 
interstate  rates,  provided  they  have  the  intention  of  advancing  their 
interstate  rates.  This  perhaps  marks  the  extreme  limit  of  the  car- 
riers' claim  .so  far.  No  date  for  hearing  is  fixed  in  the  order. 


OREGON  GRAIN  RATES 

The    Tragic    World    Washington   Bureau 

In  a  supplemental  report  on  No.  10698,  Public  Service  Com- 
mission of  Oregon  vs.  the  Oregon-Washington,  Director-General, 
et  al.,  written  by  Eastman,  the  Commission  has  ordered  the 
railroads  involved  to  establish,  by  September  28,  rates  on  grain 
and  grain  products  from  the  Columbia  Basin  south  of  the  Snake 
River  to  Puget  Sound  cities  the  same  as  ordered  for  interstate 
routes  in  the  original  report.  This  knocks  out  Washington  sinte 
rates  and  puts  into  effect  the  rates  proposed  for  state  application 
by  the  carriers  that  were  suspended  by  the  Washington  commis 
sion.  Interstate  rates,  as  ordered  in  the  original  case,  went  into 
effect  July  21. 


CORRECTED    REPORT  OF   COMMISSION 
The  Commission  has  issued  a  corrected  print  of  its  decision 
in    No.    10892,    Railroad    Commissioners,    State    of    Florida.   \ 
Aberdeen  &  Rockfish,  Director-General,  et  al.,  opinion  No.  682! 
61    I.    C.    C.    438-53,   in   which   it   held    the   aggregate   rates   and 
charges  for  line-haul  and  refrigeration  on  citrus  fruits  and  veg 
tables    to   be    not   unreasonable,    with    certain    exceptions, 
original  print  contained  many  errors. 

The  greatest  traffic  library  and  the  most  complete 
tariff  file  in  the  world  are  available  for  use  in  serving 
subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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Decisions  of  Interstate  Commerce  Commission 


EXTENSION  OF  MEMPHIS  S.  W.  SCALE 

In  a  report  on  I.  and  S.  No.  1269,  Extension  of  Memphis 
Soutliwt  stern  Scale  to  Additional  Southwestern  Points,  opinion 
No.  7017,  62  I.  C.  C.  596-617.  the  Commission  held  that  the  pro- 
•  .1  elass  rales  between  points  iii  Kansas  and  points  in  Okla- 
homa; between  points  in  Kansas  and  Oklahoma  and  points  in 
Texas:  between  points  in  Texas  on  the  one  hand  and  points  in 
Arkansas  and  Louisiana,  and  Memphis,  Vicksburg  and  Natchez 
on  the  oilier:  and  between  points  in  Oklahoma  on  interstate 
iratlie  hail  noi  been  justified.  The  Commission  ordered  the  car- 
riers In  cancel  the  suspended  tariffs  on  or  before  August  27, 
bin  without  prejudice  lo  the  right  of  the  respondents  to  revise 
their  proposed  extensions  in  accordance  with  the  findings  in 
I  In  report,  and  a  scale  published  in  an  appendix  to  the  report. 

In  a  more  specific  way  of  speaking  the  Commission  dis- 
carded the  proposals  of  the  carriers  and  told  them  that  they 

In  extend  the  Memphis-Southwestern  scale .  if  they  would 
do  it  in  consonance  with  the  scale  prepared  by  the  Commission. 
At  the  same  time,  the  Commission  issued  its  fourth  section 
order  No.  8015  on  Lcland's  application  No.  11761  in  which  Leland 
asked  authority  to  apply  via  all  routes  the  lowest  distance  class 
i ate  applicable  via  any  route  between  the  same  points  without 
observing  the  long  and  short  haul  provision  of  the  fourth  sec- 
tion. The  Commission  in  that  order  authorized  the  carriers 
involved  in  I.  and  S.  No.  1269  to  establish  via  all  routes  from 
any  point  of  origin  to  any  point  of  destination  the  lowest  class 
rates  approved  in  the  report  on  that  case  for  application  be- 
tween points  in  Oklahoma  and  points  in  Texas;  between  points 
in  Texas  on  the  one  hand  and  Memphis  and  points  in  Arkansas 
and  in  Louisiana  and  Vicksburg  and  Natchez  on  the  other; 
between  points  in  Oklahoma  on  interstate  traffic;  also  between 
points  in  Arkansas  and  Missouri  on  the  one  hand  and  points  in 
Oklahoma  on  the  other,  for  distances  from  350  to  600  miles 
and  to  maintain  higher  rates  at  intermediate  points  provided 
that  the  equi-distant  clause  was  held  as  maximum  for  rates  at 
the  intermediate  points. 

Specifically  the  Commission  found  that  the  scale  of  class 
rates  proposed  for  single  line  application  in  the  territory  under 
consideration  except  those  proposed  between  points  in  Kansas 
and  points  in  Oklahoma  and  Texas  would  be  a  step  in  the 
proper  direction  toward  harmonizing  the  class  rate  structure 
in  the  territory  involved.  That  scale  is  the  Memphis-South- 
western scale  increased  by  percentages  authorized  in  Ex  Parte 
74  and  is  carried  as  an  appendix  in  the  report. 

It  found  that  the  differentials  to  be  applied  on  shipments 
over  two  or  more  lines  not  under  the  same  management  or  con- 
trol should  not  exceed,  in  cents,  on  the  class  indicated: 


Classes 


B 


C      D     E 


Differential     11    9.5       8      7    5.5     5.5     5.5        4    2.5     2.5 

The  scale  carried  in  the  appendix  and  which  the  carriers 
may  put  into  effect  is  arranged  in  blocks  of  five  miles  up  to  150 
miles  and  then  in  ten-mile  blocks  up  to  260  miles,  and  then 
20-mile  blocks  to  400,  and  then  in  25-mile  blocks  to  600  miles. 
The  basic  rate  for  five  miles  and  less  is  39,  32  V&.  27,  23.5,  17, 
17,  13.5,  12,  10  and  9  each  figure  being  for  a  class.  At  100  miles 
i  he  rates  are  87,  73.5  61,  52.5,  41,  46,  34.5  35,  26.5  and  22.5;  for 
200  miles  130.5,  110.5  91,  77.5,  63,  67.5  52.5  46,  39  and  32.5;  for 

miles,  187.5,  159.5,  131,  112,  90.5,  97,  75,  66,  56.5,  47.5  and  for 

600  miles  228,  194.5,  159.5,  137,  110,  118  91,  80.5,  68,  57.5. 

Commissioner  Daniels  wrote  a  concurring  report  in  which 
he  said  that  he  considered  the  disposition  of  the  fourth  section 
application  to  be  unfortunate  and — so  far  as  it  might  appear 
tn  be  based  on  the  amended  fourth  section — erroneous.  He  con- 
tended that,  subject  to  three  limitations,  namely,  reasonably 

pensatory  rates,  potential  water  competition  and  equal  dis- 
tance, the  Commission's  power  to  grant  relief  upon  proper  show- 
ing is  not  limited. 

"It  may  be  granted  even  to  the  short  line  and  in  certain 
instances  where  we  have  prescribed  distance  scales  and  joint 
line  differentials,  relief  is  now  accorded  that  in  certain  instances 
may  actually  accrue  to  short  lines,"  said  Mr.  Daniels.  "The 
recent  amendment  to  the  fourth  section  covers  relief  granted  to 
ircuitous  rail  line  or  route  because  of  circuity.  The  approval 
of  joint  line  differentials  in  the  instant  case  is  clearly  accorded 
because  of  presumably  greater  costs  involved  in  the  transfer 
of  freight  from  one  carrier  to  another  in  the  joint  route.  Thus 
»e  expressly  approve  a  higher  class  rate  for  100  miles  over  a 
joint  route  than  over  a  single  line  route  for  the  same  distance. 
If  the  two  routes  should  converge  at  origin  and  destination  can 
It  be  said  that  the  higher  costs  on  the  joint  line  disappear?  ana 
if  we  deny  the  carriers  forming  the  joint  route  the  right  to  meei, 
at  i  he  point  of  convergence,  the  lower  rate  over  the  single  line 


we  thereby  compel  them  to  forego  competing  for  the  competi- 
tive traffic  unless  they  choose  to  accept  the  lower  rate  of  the 
single  line  not  only  for  the  100-mile  haul,  but  also  for  lesser 
hauls  to,  from,  and  between  intermediate  points,  depressing 
the  scale  of  rates  we  find  not  unjust  or  unreasonable.  To  a 
situation  of  this  kind  the  section  covering  relief  because  of  cir- 
cuity does  not,  in  my  judgment,  apply.  The  basis  for  relief  \e 
not  distance  at  all,  but  a  special  cost  not  dependent  on  or  at- 
tributable to  distance  traversed." 

Commissioners  Hall,  Aitchison  and  Potter  did  not  partici- 
pate in  the  disposition  of  the  case. 

The  scale  of  rates  carried  in  the  appendix  and  approved 
as  a  step  in  the  right  direction  is  not,  however,  to  be  forced 
upon  the  carriers.  The  Commission  said  that  if  it  should  be 
found  by  them  that  to  extend  the  scale  beyond  500  miles,  so 
as  to  merge  with  the  Texas  common  point  group  rates,  would 
result  in  materially  affecting  the  revenues  they  should  work 
out  and  submit  a  plan  by  which  the  difficulties  encountered 
might  be  overcome. 


NATCHEZ  CASE  ORDER  VACATED 

In  another  report  on  No.  8845,  Natchez  Chamber  of  Com- 
merce vs.  Louisiana  &  Arkansas  Railway  Company  et  al.,  opin- 
ion No.  6996,  62  I.  C.  C.  464-5,  the  Commission  has  vacated  its 
order  of  May  9,  1921,  which  extended  the  original  order  in  that 
case  dated  January  16,  1919,  so  that  the  original  order  would 
remain  in  effect  until  the  further  order  of  the  Commission. 

This  vacation  was  based  on  the  request  of  the  Louisiana 
railroad  commission.  That  body  represented  to  the  Commission 
in  argument  on  June  8,  1921,  that  inasmuch  as  the  basis  for 
the  federal  Commisssion's  jurisdiction  over  intrastate  rates  is 
undue  prejudice  or  unjust  discrimination  against  interstate  com- 
merce, the  Commission's  jurisdiction  became  exhausted  if  and 
when  such  prejudice  and  discrimination  was  removed,  as  in  this 
case,  by  the  order  of  the  state  body.  The  Louisiana  authorities 
said  that  inasmuch  as  the  interstate  rates  in  western  Louisiana 
had  been  so  adjusted  by  the  state  rate-making  authority  as  to 
result  in  no  undue  prejudice  and  unjust  discrimination  there 
was  no  basis  for  the  extension  of  the  order  of  January  16,  1918, 
because  there  was  nothing  for  it  to  work  upon. 

In  opposition  to  that  contention  the  railroads  said  that  the 
present  non-prejudicial  adjustment  was  brought  about  by  the 
Commission's  order  in  the  first  instance.  The  order  should  be 
extended,  they  said,  under  the  power  granted  in  the  transporta- 
tion act  to  make  the  orders  of  the  Commission  binding  until 
changed  by  it.  They  contended  that  the  Commission  should 
continue  its  order  indefinitely. 

Without  passing  upon  the  question  of  jurisdiction  or  even 
discussing  the  contentions  of  the  state  authorities  and  the  rail- 
roads, the  Commission  said  that  "upon  further  consideration  we 
are  of  the  opinion  and  find  that  the  undue  prejudice  or  unjust 
discrimination  for  the  removal  of  which  our  order  of  January 
16,  1919,  was  entered  does  not  now  exist.  We  are  persuaded 
that  that  situation  will  not  be  revived.  Our  order  of  May  9, 
1921,  should  be  vacated." 

This  action  by  the  federal  body  amounts  to  a  reversal  of 
what  it  did  on  May  9,  1921.  It  probably  acted  on  that  day  with- 
out consideration  of  the  subject  because  the  state  authorities 
joined  with  the  railroads  on  that  day  in  requesting  an  indefinite 
extension  of  the  order  of  January  16,  1919. 

Argument  on  the  legal  phases  of  the  subject  was  made 
nearly  a  month  after  the  issuance  of  the  order  indefinitely  con- 
tinuing the  effective  date  of  the  original  order.  The  argument 
on  June  8  upon  which  this  vacation  of  the  original  order  was 
based,  was  not  held  for  the  primary  purpose  of  discussing  the 
law  aspects  of  the  matter,  but  for  an  entirely  different  purpose. 
The  railroads,  however,  consented  to  a  discussion  of  the  law 
aspects  by  Assistant  Attorney-General  Wylie  M.  Barrow. 

The  vacating  order  covers  No.  8920,  Same  vs.  Ark.  La.  &  Gulf 
et  al.;  No.  9036,  Same  vs.  Ark.  &  La.  Mid.  et  al.;  No.  6390,  Mem- 
phis Freight  Bureau  vs.  St.  Louis,  Iron  Mountain  &  Southern 
et  al.;  and  No.  7250,  Shreveport  Chamber  of  Commerce  vs.  Ala. 
&  Vicksburg  et  al.  These  cases  constitute  the  line  which  re- 
sulted in  the  application  of  the  principle  of  the  Shreveport  case 
originated  by  the  Louisiana  commission,  to  the  rate  structure 
which  the  Louisiana  body  had  built  up  for  itself,  to  the  undue 
prejudice  of  shippers  in  Mississippi  and  Tennessee. 

Apparently  the  vacation  of  the  order  in  those  cases  leaves 
the  Louisiana  commission  free  to  deal  with  rate  situations  in 
that  state,  in  the  first  instance,  just  as  if  there  never  had  been 
a  rate  structure  in  that  state  that  was  unduly  prejudicial  against 
Mississippi  and  Tenneess.  While  the  rates  in  that  state  were 
established  in  accordance  with  the  indices  given  by  the  federal 
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Commission  in  the  line  of  cases  mentioned  and  Ex  Parte  No. 
74  they  are  to  a  large  extent  rates  ordered  into  operation  by 
the  state  body.  Technically,  therefore,  they  are  state-made 
rates,  although  they  are  in  conformity  with  the  bases  found  by 
the  federal  body  as  necessary  for  the  removal  of  the  unjust 
discrimination  and  undue  prejudice.  Inasmuch,  however,  as  the 
Louisiana  commission  made  the  rates  effective  before,  in  some 
instances,  the  effective  date  of  the  national  body's  orders,  they 
stand  on  the  files  as  rates  ordered  or  permitted  by  the  Louisiana 
commission,  and  therefore  subject  to  its  further  orders. 

Inasmuch  as  the  federal  body  cannot  make  orders  requiring 
rates  to  be  established,  except  on  a  record  made  in  formal  hear- 
ings it  is  believed  that  if  the  Louisiana  commission  takes  a  notion 
to  prescribe  an  adjustment  differing  from  that  indicated  by  the 
Interstate  Commerce  Commission  in  its  reports  on  the  Natchez 
cases  the  railroads  will  have  to  make  its  adjustment  operative 
and  that  such  adjustment  will  have  to  stand  until  the  federal 
body  can  again  go  over  the  ground,  testing  it  with  the  measur« 
laid  down  in  the  thirteenth  section  of  the  interstate  commerce 
law. 


CARLOAD  MINIMUM  ON  SUGAR 

As  his  first  task  that  would  reach  the  public  eye,  Commis- 
sioner Campbell  had  to  deprive  some  shippers  of  relief  whicl 
the  carriers  were  willing  to  accord  them,  because,  in  according 
that  measure  of  relief  the  carriers  would  place  burdens  on  other 
shippers.  This  decision  was  made  in  a  report  on  I.  and  S.  No. 
1316,  Carload  Minimum  Weight  on  Sugar  Between  Western 
Points;  opinion  No.  7013,  62  I.  C.  C.,  510-12.  The  Commission 
held  that  the  carriers  involved  had  not  justified  their  tariffs, 
filed  to  become  operative  on  April  1,  reducing  the  minimum  on 
sugar  from  points  in  Colorado,  Idaho,  Kansas,  Nebraska  and 
Utah  to  points  in  Arkansas,  Colorado,  Iowa,  Kansas,  Louisiana, 
Missouri,  Nebraska,  New  Mexico  and  Oklahoma,  from  60,00' 
33,000  pounds. 

Prior  to  the  last  day  of  federal  control  a  minimum  of  33,00 
pounds  was  applicable  from  Colorado  territory,  from  Louisiana 
and  Texas  to  points  in  Western  Trunk  Line  territory,  Missouri 
River  points  from  Sioux  City  to  Kansas  City  inclusive,  and  to 
points  in  Illinois,  Kansas  and  Nebraska,  together  with  points 
in  Indiana  taking  Chicago  rates.  On  the  last  day  of  federal 
control  the  Railroad  Administration  made  the  minimum  60,000 
pounds  in  all  parts  of  the  country,  except  Louisiana  and  Texas. 

Colorado  sugar  producers  complained  against  the  disadvan- 
tage under  which  they  labored.  The  carriers  sought  to  remove 
the  disadvantage  by  publishing  tariffs  restoring  the  33,000-pound 
minimum,  but  that  brought  a  protest  from  Pacific  coast  produc- 
ers. The  latter  alleged  that  that  put  them  at  a  disadvantage 
in  their  competition  with  the  Colorado  sugar  makers.  The  Com- 
mission thereupon  suspended  the  tariffs  until  August  29,  pending 
an  investigation.  Prior  to  that  time  the  California  &  Hawaiian 
Sugar  Refining  Corporation  had  filed  a  complaint  against  the 
Santa  Fe  (Docket  No.  12807),  asking  the  Commission  to  establish 
a  uniform  minimum  of  60,000  pounds  on  sugar  throughout  the 
United  States. 

Admitting  that  the  tariffs  would  remove  some  of  the  dis- 
crimination, Commissioner  Campbell  said  they  would  produce 
new  discrimination  against  the  Pacific  coast  shippers.  Continu- 
ing he  said: 

Respondents  could  have  secured  a  determination  as  to  the  pro- 
priety of  the  existing  adjustment  by  asking  us  to  fix  60,000  pounds  as 
a  minimum  from  Louisiana  and  Texas,  but  they  elected  to  correct  the 
situation  destructively  rather  than  constructively.  The  proposal 
seems  inconsistent  with  the  general  compaign  for  increased  carloading 
and  other  efforts  toward  greater  efficiency.  The  provisions  of  section 
15a  of  the  interstate  commerce  act  as  to  efficient  and  economical  man- 
agement should  be  kept  constantly  in  mind. 


TRANSIT  PRIVILEGES  ON  GRAIN 

Telling  the  Chicago  Board  of  Trade  and  other  grain  men 
at  Chicago,  in  effect,  that  they  are  unduly  excited,  the  Com- 
mission has  discontinued  I.  and  S.  No.  1309,  Transit  Privileges 
on  Grain  at  Chicago  District  Stop-Over  Points,  opinion  No.  6997, 
62  I.  C.  C.,  466-8.  It  has  held  that  the  carriers  have  justified 
their  revision  of  the  rule  governing  the  rates  on  transit  grain 
from  Chicago  district  stop-over  points.  That  revision  consists 
of  the  elimination  of  the  words  "or  rate  basing  point,"  from  the 
rule  which  says  that  on  transit  grain  the  rate  to  be  applied  is 
the  through  rate  in  effect  from  the  point  of  origin,  at  the  time 
of  shipment,  to  the  final  destination. 

The  version  of  the  rule  to  be  changed  by  the  elimination 
of  the  quoted  words  was  established  in  error,  the  carriers 
claimed,  on  January  20,  1921.  The  words  "rate  basing  point," 
as  used  in  the  rule  meant,  the  Commission's  report  said,  a  point 
between  the'  point  of  origin  and  Chicago,  at  which  the  grain 
might  have  been  accorded  transit. 

Protestants  said  that  the  rule  governing  transit  at  Toledo  and 
other  competing  points  is  the  same  as  at  Chicago  and  that  if  the 
words  were  eliminated  from  the  Chicago  rule,  Toledo  and  other 
points  would  have  an  advantage  over  Chicago.  They  illustrated 
their  contention  by  taking  two  cars  from  Grand  Island,  Neb.,  to 
New  York,  accorded  transit  at  Omaha.  Suppose,  they  said,  that 


while  the  grain  was  in  storage  at  Omaha,  the  reshipping  rate 
from  Chicago  to  New  York,  which  is  the  same  as  the  rate  from 
Toledo  to  New  York,  were  reduced  and  then  the  two  cars  started 
out  from  Omaha,  one  destined  to  Chicago  and  the  other  to  To- 
ledo, each  to  be  accorded  further  transit,  one  at  Chicago  and 
the  other  at  Toledo. 

When  the  car  was  started  from  Chicago  under  the  rule  as 
proposed  to  be  revised,  the  Chicagoans  said,  the  balance  of  the 
through  rate  from  Grand  Island  would  be  applied,  while  on  the 
car  from  Chicago  the  lower  rate  established  while  the  grain  was 
in  storage  at  Omaha  would  be  applied,  because  Omaha  was  a 
rate  basing  point. 

Answering  that  contention,  the  Commission  quoted  its  con- 
ference ruling  No.  119,  in  which  it  laid  down  the  rule  that  under 
no  conditions  could  anything  other  than  the  through  rate  in 
effect  at  the  time  the  grain  started,  from  point  of  origin  to  final 
destination,  or  the  local  rate  from  the  transit  point,  be  imposed 
on  the  grain  when  it  resumed  its  temporarily  interrupted  prog- 
ress from  country  elevator  to  the  mill.  It  also  pointed  to  its 
decision  in  Minneapolis  Traffic  Association  vs.  Ann  Arbor.  42 
I.  C.  C.,  76-8,  in  refutation  of  the  suggestion  that  the  balance 
of  the  rate  from  Omaha  could  be  imposed  on  the  outbound  move- 
ment from  the  transit  elevator  at  Toledo. 

Respondents  also  pointed  out,  that  while  the  words  "or  rate 
basing  point"  have  been  in  the  tariffs  since  January,  the  balance 
of  the  through  rate  from  first  point  of  origin  to  final  destination, 
in  effect  when  the  shipment  started,  is  the  only  rate  that  has 
been  applied  from  any  of  the  transit  points  brought  into  this 
case. 


RATES  ON  COTTON  LINTERS  IN  TEXAS 

In  a  report  on  No.  11764,  in  the  matter  of  Intrastate  Rates 
within  the  State  of  Texas,  opinion  No.  7016,  62  I.  C.  C.  591-5, 
written  by  Commissioner  Hall,  the  Commission  has  held  that 
the  interstate  and  intrastate  rates  on  cotton  linters  within  Texas 
are  so  related  that  disturbance  of  that  relation  would  contra- 
vene the  interstate  commerce  act,  and  that  the  restoration  of 
the  former  75  per  cent  rate  relation  of  cotton  linters  to  flat  cot- 
ton moving  in  interstate  or  foreign  commerce  would  not  be  war- 
ranted. It  further  held  that  such  a  reduction  in  the  intrastate 
rates  on  linters,  as  was  sought  in  this  case  by  the  Texas  Com- 
mission, would  result  in  unjust  discrimination  against  inter- 
state and  foreign  commerce.  Therefore,  the  Interstate  Commerce 
Commission  said,  no  modification  as  to  such  rates  of  the  Com- 
mission's original  findings  and  order  was  warranted  by  this 
record. 

This  report  is  on  further  hearing  in  the  case,  the  order  in 
which  struck  down  the  state  rates  of  Texas,  because  they  were 
unjustly  discriminatory  against  interstate  rates  in  violation  of 
the  thirteenth  section.  In  the  original  report  in  that  case,  60 
I.  C.  C.  421,  the  Commission  said  that  its  report  and  order  were 
without  prejudice  to  the  right  of  the  Texas  authorities  or  any 
other  interested  party,  to  apply  for  modification  with  respect 
to  any  specified  intrastate  rate,  o»  the  ground  that  the  rate 
in  question  was  not  related  to  the  interstate  rates  in  such  way 
as  to  contravene  the  provisions  of  the  interstate  commerce  law. 
The  Texas  Commission  made  application  to  have  the  intrastate 
rates  on  cotton  linters  held  to  be  within  the  scope  of  that  find- 
ing, in  that  they  were  not  related  to  interstate  rates.  For  twenty 
years  the  intrastate  rates  on  linters  had  been  on  a  basis  of  7i> 
per  cent  of  the  rates  on  cotton.  On  June  25,  1918,  General  Order 
No.  28  of  the  Director-General  put  the  rates  on  linters  as  high 
as  the  rates  on  the  good  cotton. 

At  the  time  the  Director-General  removed  the  distinction  in 
rates  on  cotton  and  cotton  linters  there  was  a  brisk  demand 
for  linters  and  they  moved  freely.  On  account  of  the  business 
conditions  and  loss  of  market  in  Germany,  Commissioner  Hall 
said,  there  is  practically  no  sale  for  linters  now,  and  when  they 
are  salable  they  bring  only  half  or  three-fourths  cents  per  pound. 
The  Texas  owners  of  linters,  Commissioner  Hall  said,  appeared 
to  hold  the  hope,  rather  than  the  expectation,  that  a  reduction 
in  rates  would  stimulate  the  movement  of  linters.  The  record, 
Mr.  Hall  said,  warranted  the  inference  if  not  the  conclusion  that 
a  rate  reduction  would  not  have  that  effect.  He  said  but  little 
evidence  was  offered  as  to  reasonableness  of  the  rates.  He  said 
the  Texas  interests  contended  the  old  relationship  should  be 
restored  because  the  value  of  linters  is  less  than  that  of  cot- 
ton; that  they  load  as  heavily  as  cotton;  that  the  loading  is  done 
by  the  oil  mills  at  their  own  expense,  whereas  cotton  generally 
is  loaded  at  the  expense  of  the  carriers,  and  that  concentration 
of  linters  is  not  needed  or  customary. 


DEMURRAGE  CHARGES  ON  COKE 

An  order  of  dismissal  has  been  entered  in  No.  11304,  Amer- 
ican Smelting  and  Refining  Co.  et  al.  vs.  Baltimore  &  Ohio,  Di- 
rector-General, et  al.,  opinion  No.  7015,  62  I.  C.  C.  583-90.  The 
Commission  holding  that  the  demurrage  charge  and  average  free 
time  at  Baltimore  on  coke  for  export,  which  moved  on  domestic 
bills  of  lading  between  February  10  and  December  31,  1918,  were 
not  unjust  or  unreasonable.  The  complainants  alleged  that  the 
demurrage  charge?  were  unreasonable  on  two  general  grounds: 
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First,  thai  no  demurrage  should  accrue  when  the  detention  of 
CMIS  \\.is  due  to  the  fault  of  carriers  or  to  control  exercise  by 
various  government  agencies,  and  thus  not  within  the  power  of 
complainants  to  prevent;  and,  second,  that  the  allowance  of  only 
three  days'  average  free  time  and  the  assessment  thereafter  of 
demurrage  charges  was  unreasonable.  The  coke  In  question 
moved  under  domestic  rates,  which  Included  the  service  by  the 
railroads  of  dumping  into  vessels  at  the  port,  but  did  not  in- 
clude the  service  of  trimming  the  cargo,  which,  under  separate 
charge,  was  also  performed  by  the  rail  carriers. 

The  delay  for  which  the  complainants  were  required  to  pay 
was  caused  by  the  red  tape  Imposed  by  the  War  Trade  Board, 

-hipping  Board  and  the  Fuel  Administration. 

The  complainants  alleged  that  throughout  the  period  cov- 
ert d  by  the  complaint  the  time  required  to  furnish  cars  and 
remove  colce  to  Baltimore  was  so  uncertain  that  neither  they 
nor  the  government  agencies  were  able  to  forward  shipments  so 
as  to  have  them  arrive  at  approximately  the  same  time  as  vessels 
were  placed;  and  therefore  the  demurrage  accrued,  not  through 
the  fault  of  the  shipper,  but  through  the  fault  of  the  carrier  who 
in  this  case  was  the  Director-General.  The  attorneys  for  the 
Director-General  took  the  position  that  government  control  facili- 
tated the  shipments  of  the  complainants  and  that  the  demurrage 
accrued  mainly  because  of  the  fact  that  complainants  did  not 
order  the  coke  far  enough  in  advance  of  the  dates  on  which 
vessels  were  scheduled  to  register  for  cargoes. 

Commissioner  Hall  who  wrote  the  opinion,  said  that  the 
Commission  was  without  jurisdiction  to  pass  upon  the  alleged 
negligence  of  the  governmental  agencies  In  failing,  as-  asserted 
by  complainants,  to  co-operate  efficiently  in  bringing  forward 
these  shipments  and  thereby  obviate  demurrage.  He  said  that 
the  various  steps  were  taken  by  the  government  during  the  war 
for  the  benefit  of  the  public  in  general,  including  both  shippers 
and  carriers,  and  were  intended  to  and  "did  facilitate  commerce." 
Complainants  were  fully  cognizant,  he  said,  of  the  procedure 
prescribed  and  followed  by  these  agencies.  Mr.  Hall  said  that 
of  the  governmental  agencies  the  Railroad  Administration  alone 
was  a  party  to  the  proceeding. 

"It  has  not  been  shown,"  said  Mr.  Hall,  "that  any  of  the 
demurrage  assessed  was  the  direct  result  of  any  fault  or  error 
on  the  part  of  the  Director-General.  The  shipments  moved  on 
domestic  bills  of  lading  and  were  consigned  to  complainants  at 
Baltimore.  While  the  cars  were  at  the.  port  they  were  under 
full  control  of  complainants,  who  could  have  sold  the  coke  locally, 
reconsigned  it,  or  disposed  of  it  in  any  other  way." 

Commissioner  Potter,  dissenting,  said  be  could  not  agree 
with  the  views  of  the  majority  in  their  entirety.  Discussing  the 
nature  and  purpose  of  demurrage  he  said  that  the  only  warrant 
for  the  collection  of  demurrage  is  a  shipper's  default.  He  said 
that  the  shipments  were  at  all  times  intended  for  export.  He 
said  that  although  the  shipments  were  on  domestic  bills  and 
were  technically  within  the  control  of  the  consignees  after  the 
arrival  at  the  port,  the  control  was  a  matter  of  form  rather  than 
substance.  He  said: 

The  real  and  substantial  fact  is  that  the  government,  through  its 
various  agencies,  had  complete  and  absolute  control  over  the  trans- 
portation of  the  shipments  from  the  beginning  to  the  end.  The 
responsibility  for  the  detention  at  the  port,  therefore,  rested,  not  upon 
the  complainants,  but  upon  the  government.  It  is  beyond  question 
inequitable  and  unjust  that  these  complainants  should  pay  demurrage. 

is  supported  on  the  theory  that  the  Director-General,  an  agent 
of  the  government,  was  separate  and  apart  from  government,  which, 
through  its  agent,  can  profit  from  its  own  wrong.  I  see  no  occasion 
for  so  effectuating  an  injustice. 

The  tariffs  provided  for  the  application  of  the  demurrage  rules  to 
shipments  held  "for  and  by"  consignees.  It  is  my  view  that  these 
shipments  were  not  so  held  and  that  under  the  tariffs  no  demurrage 
accrued. 


RATE  ON  SILICATE  OP  SODA 

On  further  hearing  in  No.  10512,  Chas.  Boldt  Paper  Mills  vs. 
Director-General  as  agent,  opinion  No.  6999,  62  1.  C.  C.  471-2,  the 
Commission  has  reversed  its  former  holding  that  the  rate 
charged  on  silicate  of  soda  in  tank  cars,  from  Ancor,  O.,  to  Red 
Bank,  0.,  during  federal  control  was  applicable  and  was  not  un- 
reasonable. It  has,  therefore,  dismissed  the  complaint.  The 
original  report  was  made  in  55  I.  C.  C.  331.  In  the  original 
report  the  Commission  found  that  the  applicable  rate  over  the 
route  of  movement  was  8  cents.  It  further  found  that  under 
the  exceptions  to  the  classification,  silicate  of  soda  was  rated 
85  per  cent  of  sixth  class  and  that  the  sixth  class  rate  over  the 
route  of  movement  was  8  cents.  It  found  that  over  another 
route  85  per  cent  of  sixth  class  would  have  been  5.5  cents. 
Therefore,  it  held  that  the  shipment  had  been  misrouted  and 
that  reparation  should  be  made  to  the  basis  of  5.5  cents. 

On  re-hearing,  the  Director-General  called  attention  of  the 
Commission  to  a  provision  in  the  exceptions  to  the  effect  that 
no  rate  shall  be  applied  on  any  traffic  moving  under  class  rates 
lower  than  the  amount  in  cents  per  hundred  pounds  as  shown 
on  the  several  classifications;  that  the  minimum  rate  on  any 
article  shall  be  the  rate  for  the  class  at  which  that  article  is 
rated  in  the  classification  applying  in  the  territory  where  the 
shipments  moved.  That  provision  was  published  as  a  result  of 
General  Order  No.  28.  The  Commission  held  that  the  excep- 
tion to  the  classification  saying  that  85  per  cent  of  sixth  class 


should  be  the  basis  for  rates  an  silicate  of  soda  did  not  In  and 
of  itself  provide  a  specific  rate  but  required  reference  to  the 
tariff  naming  class  rates.  It  said  that  this  exception  was  In 
effect  the  classification  of  silicate  of  soda  by  the  Individual  car- 
riers parties  thereto  to  cover  this  particular  traffic  from  and  to 
points  in  the  territory  specifically  described.  It  could,  said  the 
Commission,  In  no  sense  be  considered  a  specific  commodity  rate. 

The  ruling  of  the  Commission  in  this  case  amounts  to  a 
declaration  that  the  minimum  class  scale  prescribed  by  the  Di- 
rector-General In  General  Order  No.  28  amounts  to  a  limitation 
upon  the  exceptions  to  the  classification  that  theretofore  had  had 
the  effect  of  naming  what  amount  to  specific  commodity  rates. 
I'rior  to  General  Order  No.  28  an  exception  to  the  classification 
providing  percentages  of  class  rates  on  certain  commodities  was 
considered  a  convenient  method  of  publishing  commodity  rates 
on  a  particular  commodity;  as,  for  instance,  rates  on  petroleum 
and  its  products  in  Central  Freight  Association  territory  prior 
to  General  Order  No.  28,  were  90  per  cent  of  fifth  class.  Some 
carriers  published  them  as  specific  commodity  rates,  while  others 
published  nothing  more  than  the  exception  to  the  classification 
but  rendered  expense  bills  which  were  calculated  on  the  basis 
of  90  per  cent  of  fifth  class.  Under  Freight  Rate  Authority  No. 
96,  the  increases  on  petroleum  were  commuted  to  a  specific  In- 
crease of  4.5  cents  per  hundred  pounds  with  fifth  class  as  maxi- 
mum. In  this  case  the  primary  question  was  as  to  whether  the 
minimum  class  scale  had  the  effect  of  destroying  the  rule  that 
the  rate  on  silicate  of  soda  should  be  85  per  cent  of  the  class 
rate  or  whether  in  this  case  the  minimum  class  scale  should 
be  observed. 

The  Commission  did  not,  in  this  decision,  limit  its  opinion 
so  as  to  show  that  the  only  question  to  be  disposed  of  was  the 
applicability  of  the  minimum  class  scale.  The  language  em- 
ployed with  regard  to  an  exception  to  the  classification  is  general 
and  seems  to  destroy  the  belief  that  shippers  long  have  had 
that  an  exception  is  equivalent  to  a  specific  commodity  rate.  The 
language  on  that  subject  is:  "An  exception  to  the  classification 
published  as 'this  one  was,- namely,  85  per  cent  of  sixth  class 
does  not  in  and  of  itself  provide  a  specific  rate  but  requires 
reference  to  the  tariff  naming  class  rates.  This  exception  was  in 
effect  the  classification  of  silicate  of  soda  by  the  individual  car- 
riers parties  thereto  to  cover  this  particular  traffic  from  and  to 
points  in  the  territory  specifically  described.  It  can  in  no  sense 
be  considered  a  specific  commodity  rate." 

Applying  the  law  as  declared  in  this  further  hearing,  the 
Commission  found  that  instead  of  8  cents,  the  applicable  rate 
was  9  cents  and  not  5.5  cents  as  claimed  by  the  complainant. 

TIONESTA  VALLEY   COMMON   CARRIER 

The  Commission,  in  No.  4181,  second  industrial  railways 
case,  opinion  No.  7000,  62  I.  C.  C.  473-9,  has  held  the  Tionesta  Val- 
ley Railroad  Company  to  be  a  common  carrier  subject  to  the  in- 
terstate commerce  law,  which  may  lawfully  participate  in  joint 
rates  with  other  common  carriers  or  have  its  switching  charges 
on  interstate  shipments  absorbed  under  proper  tariff  provision 
having  the  line-haul. 

As  in  the  Birmingham  Southern  and  other  industrial  rail- 
road cases  the  Commission  has  held  that  its  compensation  must 
not  be  more  than  is  reasonable  and  that  a  complete  and  specific 
statement  of  any  bases  agreed  upon  must'  be  filed  with  the  Com- 
mission immediately  upon  its  adoption.  The  Commission  pre- 
scribed for  this  railroad  the  modified  general  average  agreement 
devised  by  it  in  the  Birmingham  Southern  Case. 

The  Tionesta  operates  in  Warren,  Forest  and  Elk  counties, 
Pennsylvania.  It  is  one  of  the  oldest  industrial  railroads  in  the 
country,  having  been  organized  under  the  general  common  car- 
rier laws  of  Pennsylvania  in  1879.  It  owns  10.21  miles  of  main 
track,  and  6.30  miles  of  spur  tracks  and  sidings  of  standard 
gauge,  and  105.77  miles  of  narrow  gauge,  consisting  of  38.92 
miles  of  main  track  and  66.85  miles  of  spur  track  and  sidings. 
It  connects  with  the  Baltimore  &  Ohio,  the  Pittsburgh,  Shawmut 
&  Northern  and  the  Sheffield  &  Tionesta,  another  industrial  rail- 
road. It  is  controlled  by  the  Central  Leather  Company  of  New 
Jersey.  The  leather  company  controls  the  Central  Pennsylvania 
Lumber  Co.,  the  Elk  Tanning  Company  and  the  Penn  Extract 
Works,  all  of  which  are  served  by  the  Tionesta  Valley  Railroad. 
There  are  52  independent  shippers  and  receivers  of  carload 
freight  on  the  lines  of  the  Tionesta  Valley,  but  on  account  of 
the  large  percentage  of  the  traffic  being  offered  by  the  pro- 
prietary and  affiliated  interests,  the  road,  in  the  view  of  the 
Commission,  is  an  industrial  carrier  subject  to  the  limitation  of 
its  relations  with  the  trunk  lines  as  before  indicated. 


DEMURRAGE  ON  SCRAP  IRON 

Holding  that  the  demurrage  charges  at  Omaha  on  certain 
cars  of  scrap  iron  moving  under  order-notify  bills  of  lading  had 
not  been  shown  to  have  been  unreasonable  or  otherwise  unlaw- 
ful, the  Commission  has  dismissed  No.  11394,  A.  B.  Alpirn  vs. 
C.  B.  &  Q.  R.  R.  and  Director-General,  opinion  No.  7003,  62 
I.  C.  C.  486-8.  The  question  at  issue  was  as  to  whether  demur- 
rage could  lawfully  accrue  on  the  10  carloads  of  scrap  iron 
and  scrap  steel  until  they  were  actually  brought  into  Omaha. 
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They  arrived  at  the  outer  yards  in  May,  June  and  July,  1917. 
Upon  receipt  of  notices  of  arrival  the  complainant  gave  instruc- 
tions to  switch  the  cars  to  Omaha  to  tracks  on  which  he  there- 
tofore used  for  the  placing  of  his  cars  when  space  was  not 
available  on  the  public  team  track  or  in  his  own  yard.  The 
railroad  refused  to  comply  with  these  instructions  because  the 
bills  of  lading  had  not  been  surrendered.  After  being  held  for 
about  a  month  the  complainant  surrendered  the  billing  on  two 
cars  and  gave  written  instructions  to  have  them  placed  in  his 
yard.  The  complainant  contended  that  no  demurrage  should 
have  been  assessed  until  the  cars  had  been  brought  into  Omaha 
and  that  no  demurrage  lawfully  accrued  after  the  surrender  of 
the  bills  of  lading  until  actual  placement  of  cars  in  his  yard. 
The  Commission  called  attention  to  its  decision  in  Reconsign- 
ment  and  Diversion  Rules,  58  I.  C.  C.  568,  to  its  holding  that 
the  carrier  should  accept  disposition  orders  prior  to  the  arrival 
of  cars  without  requiring  the  surrender  of  bills  of  lading  provided 
the  place  designated  for  unloading  was  a  public  team  track. 
In  this  case  the  place  for  unloading  was  not  a  public  team 
track  and  the  bills  of  lading  were  not  surrendered  nor  was  an 
indemnity  bond  executed. 

As  to  the  assessment  of  demurrage  before  actual  placement, 
the  testimony  showed,  according  to  the  Commission,  that  the 
cars  could  not  have  been  placed  on  the  complainants'  track 
unless  he  had  utilized  his  yard  in  a  way  that  he  did  not.  There- 
fore, the  Commission  said,  the  record  did  not  justify  a  finding 
that  the  defendant  unproperly  assessed  demurrage  under  its 
rule  for  constructive  placement. 


ago,  Wis.,  to  Chicago,  111.  The  minimum  imposed  by  the  Soo 
Line  was  50  cents.  No  other  road  made  the  minimum  applicable 
to  shipments  of  milk.  The  Soo  canceled  the  charge  July 
19,  1918,  so  reparation  is  to  be  made  on  shipments  between  June 
25  and  July  19,  1918. 


CANNED  GOODS,  COLO.  TO  OKLA. 

It  is  the  thought  of  the  Commission,  expressed  by  Commis- 
sioner Potter  in  a  report  on  No.  10903,  Oklahoma  Shippers' 
Association  et  al.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  6994, 
62  I.  C.  C.,  433-9,  that  rates  on  canned  goods  from  Colorado  to 
Oklahoma,  other  than  rates  on  condensed  milk  and  pickles, 
ought  not  to  be  any  higher,  distance  considered,  than  rates  on 
like  articles  to  destinations  in  Kansas.  Therefore,  on  or  before 
October  14,  the  carriers  have  been  ordered  to  remove  an  undue 
prejudice  against  Oklahoma  by  reducing  their  rates  from  84.5  to 
70.5  cents,  or,  as  the  Commission  said,  the  same  thing,  there 
should  be  a  relationship  expressed  by  a  difference  of  11  cents  per 
100  pounds,  the  difference  being  against  Oklahoma.  The  allega- 
tion was  that  the  rates  under  assault  were  unjust,  unreasonable 
and  unduly  prejudicial.  The  Commission  came  to  the  conclusion 
that  they  were  not  unreasonable,  but  unduly  prejudicial  because 
and  to  the  extent  that  those  to  Oklahoma  were  and  are  more 
than  11  cents  higher  than  to  Kansas. 

Rates  after  June  25  alone  were  assailed.  Just  about  that 
time  the  whole  of  Oklahoma,  by  reason  of  litigation  in  the  courts 
and  before  both  state  and  federal  bodies,  went  to  an  exceedingly 
high  level.  The  order  reducing  those  on  canned  goods  is  based 
on  a  complaint  filed  in  September,  1919,  after  negotiations  look- 
ing to  a  more  satisfactory  adjustment  had  failed. 

On  the  same  ground  that  has  been  used  in  many  other  cases, 
the  Commission  held  that  reparation  should  be  denied  because 
the  complainants  had  not  proved  the  pecuniary  damage  that  the 
rule  of  the  courts  requires. 


MINIMUM  CHARGES  ON  MILK  AND  CREAM 
A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11352,  Sidney  Wanzer  &  Sons  vs.  M. 
St.  P.  &  S.  S.  M.  and  Director-General,  opinion  No.  6992,  62 
I.  C.  C.  427,  as  to  the  minimum  charge  on  shipments  of  milk 
and  cream  from  Colgate,  Duplainville,  Waukesha  and  Mukwon- 


RATES  ON  BLACKSTRAP  TO  KNOXVILLE 

In  a  report  on  No.  10672,  Security  Mills  and  Feed  Company 
vs.  Southern  Railway,  Director-General,  et  al.,  opinion  No.  6988, 
62  I.  C.  C.  405-11,  written  by  Commissioner  Aitchison,  the  Com- 
mission has  condemned,  as  unreasonable,  rates  on  blackstrap 
molasses  in  tank  cars,  from  New  Orleans,  Mobile  and  Savannah 
to  Knoxville,  and  awarded  reparation.  A  further  holding  was 
that  the  rates  were  unduly  prejudicial  to  Knoxville  to  the  extent 
that  they  exceeded  and  exceed  the  rates  contemporaneously 
maintained  to  Nashville.  Mr.  Aitchison  said  that  no  damage 
had  been  shown  to  have  resulted  from  the  undue  prejudice. 
Specifically,  the  Commission  said  that  the  rates  from  the  ports 
mentioned  on  blackstrap  of  or  released  to  a  value  of  8  cents 
or  less  to  the  gallon,  were,  are,  and  for  the  future  will  be  un- 
reasonable to  the  extent  they  exceeded  and  exceed  25  cents  per 
100  pounds  prior  to  Aug.  26,  1920,  and  31.5  cents  thereafter.  The 
Commission  further  found  that  rates  were,  are,  and  for  the  future 
will  be  unduly  prejudicial  t  o  Knoxville  and  unduly  preferential 
to  the  competing  points  to  the  extent  they  exceeded  and  exceed 
the  rates  contemporaneously  maintained  on  like  traffic  from  the 
same  points  of  origin  to  Nashville,  but  that  no  damage  had  re- 
sulted from  the  undue  prejudice. 


RATES  ON  PREPAID  SHIPMENTS 

Acceptance  by  the  carriers  of  prepaid  shipments  under  the 
rate  that  would  be  brought  into  effect  on  one  day's  notice,  under 
rule  77  of  Tariff  Circular  18-A,  is  equal  to  a  request  by  a  ship- 
per for  the  establishment  of  that  rate.  That  seems  to  be  the 
effect  of  the  Commission's  decision  on  No.  11882,  Armand  L. 
DeJean  vs.  Director-General,  opinion  No.  7007,  62  I.  C.  C.  495-6. 
In  that  case  the  complainant  alleged  that  a  rate  of  66  cents  en 
compressed  cotton,  in  square  bales,  any  quantity,  from  Ope- 
lousas,  La.,  to  Houston,  Texas,  for  export,  was  unreasonable 
to  the  extent  that  it  exceeded  47  cents.  The  47-cent  rate  applied 
on  compressed  cotton  over  the  route  of  movement  through  Hous- 
ton. Rule  77  was  carried  in  the  tariff.  The  shipper  made  no 
application  for  the  publication  of  the  rate  on  one  day's  notice 
prior  to  shipment.  Instead  he  merely  prepaid  his  shipment  at 
the  47-cent  rate  and  the  carriers  accepted  it.  The  consignee  at 
Houston  paid  the  higher  rate  and  was  reimbursed  by  the  com- 
plainant. The  commission  did  not  say  anything  more  about 
the  application  of  rule  77  than  has  been  set  forth  herein,  but 
held  the  66-cent  rate  unreasonable  because  and  to  the  extent 
that  it  exceeded  the  47-cent  rate,  which  leads  to  the  conclusion 
that,  in  the  view  of  the  Commission,  acceptance  of  the  rate 
that  would  have  to  be  made  applicable  under  rule  77  had  the 
shipper  made  his  request  in  a  more  specific  way,  was  sufficient 
to  bring  the  rate  into  effect. 


RATES   ON    SAND   AND   COAL 

The  Commission  has  dismissed  No.  11603,  Tum-a-lum  Lum- 
ber Co.  vs.  Canadian  Pacific,  Director-General,  et  al.,  opinion 
No.  7005,  62  I.  C.  C.,  491-2,  holding  that  the  rate  on  sand  from 
Umatilla  to  Helix,  Ore.,  and  rates  on  coal  from  Mohrland  and 
Scofield,  Utah,  and  Bellevue  Alta.,  Can.,  to  Naches,  Eureka  and 
Mabton,  Wash.,  during  federal  control,  were  not  unreasonable. 
The  complainant  contended  that  only  one  factor  of  the  com- 
bination should  have  been  increased  and  relied  wholly  on  Gen- 
eral Order  No.  28  to  prove  that  contention.  No  other  testimony 
was  offered. 


RATE  ON  CRUDE  PETROLEUM 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  "been  made  in  No.  11225,  Lawton  Refining  Co.  vs.  C.  R.  I. 
&  P.  and  Director-General,  opinion  No.  7001,  62  I.  C.  C.  480-2, 
as  to  a  rate  of  9  cents  on  many  shipments  of  crude  petroleum 
from  Junction  City  to  Lawton,  Okla.,  during  federal  control. 
The  Commission  held  that  it  was  unreasonable  because  and  to 
the  extent  that  it  exceeded  7  cents.  The  9-cent  rate,  the  report 
of  the  Commission  said,  was  materially  higher  than  the  distance 
rates  contemporaneously  maintained  by  defendant  for  like  dis- 
tances between  points  in  Oklahoma  on  various  other  commodi- 
ties of  greater  value. 


RATES   ON    SECOND-HAND   MACHINERY 

The  Commission  has  dismissed  No.  11024,  Gunnison  Valley 
Sugar  Co.  vs.  D.  &  R.  G.,  Director-General,  et  al.,  opinion  No. 
7002,  62  I.  C.  C.  483-5,  holding  that  applicable  rates  on  second- 
hand sugar-making  machinery  from  Waverly,  Wash.,  to  Gun- 
nison, Utah.,  imposed  on  shipments  moving  in  October,  1917, 
and  January,  1918,  were  not  unreasonable  nor  otherwise  un- 
lawful. 


RATE    ON    CRUDE    PETROLEUM 

The  Commission  has  dismissed  No.  11645,  Sapulpa  Refining 
Company  vs.  Director-General,  as  agent,  opinion  No.  7006,  62 
I.  C.  C.  493-4,  holding  the  rate  on  crude  petroleum  from  Drace, 
Okla.,  to  Salpulpa,  Okla.,  during  federal  control  was  not  un- 
reasonable. The  rate  applied  was  14  cents.  The  complainant 
asked  for  reparation  down  to  the  basis  of  the  rate  of  12  cents 
subsequently  established. 


CHARGES    ON    SMITHING    COAL 

An  order  of  dismissal  has  been  made  in  No.  11946,  Tuffli 
Brothers  Pig*  Iron  and  Coke  Company  vs.  Director-General  as 
agent,  opinion  No.  7008,  62  I.  C.  C.  497,  the  Commission  holding 
that  the  charges  on  a  carload  of  smithing  coal  from  Douglas, 
W.  Va.,  to  Chicago,  111.,  reconsigned  to  Oakdale,  Calif.,  and  sub- 
sequently to  Los  Angeles  were  not  unreasonable. 


RATES  ON  BLACKSTRAP  TO  MINNEAPOLIS 

The  Commission  has  dismissed  No.  11897,  Brooks  Elevator 
Company  vs.  Ahnapee  &  Western  et  al.,  opinion  No.  6998,  62 
I.  C.  C.  469-70,  holding  that  the  rates  on  blackstrap  molasses 
from  New  Orleans,  Mobile,  and  Memphis  to  Minneapolis  are  not 
Unreasonable  or  unduly  prejudicial. 


RATE   ON    FLUORSPAR 

The   Commission   has   dismissed   No.   11805,   Aluminum   Ore 
Company   vs.   Director-General,   as   agent,   opinion   No.   7009,   62 
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1.  f.  C.  498-9,  holding  that  the  rate  on  fluorspar  from  Wayon 

\\'l 1  Cap,  Colo.,  to  East  St.  Louis  between  July  8,  1918,  ana 

I'Yliniaiy  12,  1920,  was  not  unreasonable.     A  combination  of  3V 
is,  based  on  Minnequa,  was  Imposted.     The  complaint  was 
thai  i lie  factor  to  Minnequa  of  12%  cents  was  unreasonable  be- 
cause it  exceeded  11  cents. 


RATES    ON    LUBRICATING    OIL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  In  No.  11507,  Texas  Company  vs.  Director- 
(ii'iieral,  as  agent,  opinion  No.  7004,  62  I.  C.  C.  489-90,  as  to 
a  domestic  fifth  class  rate  of  29.5  cents  on  lubricating  oil  from 
POM  Arthur  to  Galveston,  Tex.,  for  export  to  England,  on  27 
carloads,  in  the  fall  and  winter  months  of  1918.  The  Commis- 
sion held  the  rate  unreasonable  because  and  to  the  extent  that 
ii  .\reeded  16.5  cents  subsequently  established. 


RATES  ON  ICE  DURING  FEDERAL  CONTROL 
The  commission  has  awarded  reparation,  in  No.  11625,  Shef- 
field Farms  Company,  Inc.,  vs.  Director-General,  as  agent,  opin- 
ion No.  7011,  62  I.  C.  C.  503-5,  on  account  of  unreasonable  rates 
on  ice  from  Fleischman's,  N.  Y.,  to  Grand  Gorge  and  Hobart, 
N.  Y.,  during  federal  control.  The  report  also  covers  a  sub- 
number,  involving  the  same  parties.  The  Commission  found 
that  the  rates  were  unreasonable  because  and  to  the  extent 
they  exceeded  2.5  cents  per  100  pounds,  minimum  60,000  pounds, 
the  rate  established  after  the  movement  of  the  ice  in  question 
in  the  spring  of  1919.  The  carriers  exacted  the  sixth 
s  rates  of  12  and  12.5  cents.  The  examiner  recommended 
nation  down  to  the  basis  of  a  6-cent  rate.  In  a  dissent, 
Commissioner  Eastman  called  attention  to  that  recommenda- 
tion and  said  he  could  see  no  reason  for  reparation  to  a  lower 
iatp  in  view  of  the  fact  that  no  exceptions  were  taken  to  the  rec- 
ommendation. He  said  the  shipments  were  made  in  an  emergency 
and  that  the  Ulster  &  Delaware  over  which  they  moved  operates 
in  a  mountainous  and  difficult  country. 


RATES  ON   STEEL   HORSE  COLLARS 

The  Commission  has  dismissed  No.  11978,  Barrett  &  Zimmer- 
man vs.  C.  R.  I.  &  P.  and  Director-General,  opinion  No.  7020, 
62  I.  C.  C.  629-30,  holding  that  the  rate  and  classification  rating 
on  steel  horse  collars  from  Davenport,  la.,  and  Rock  Island,  111., 
to  Minnesota  Transfer,  Minn.,  was  and  is  not  unreasonable.  The 
attack  was  against  an  any-quantity  rate  of  75  cents  on  three  car- 
loads of  steel  horse  collars,  shipped  from  Davenport  and  Rock 
Island  in  the  spring  of  1919. 


RATES  ON  ACIDS  IN  TANK  CARS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11918,  E.  I.  du  Pont  de  Nemours  &  Co. 
3.  P.  R.  R.,  Director-General,  et  al.,  opinion  No.  7021,  62  I.  C.  C. 
631-2,  as  to  rates  on  sulphuric  and  muriatic  acids,  in  tank  cars 
or  in  carboys,  from  Jersey  City,  Newark  and  Bayway,  N.  J., 
to  Gibbstown  and  Carney's  Point,  N.  J.,  during  federal  control. 
The  Commission  found  the  rates  unreasonable  because  and  to 
the  extent  that  they  exceeded  15  cents  and  ordered  reparation 
to  that  basis. 


RATE  ON  CATTLE  TO  BIRMINGHAM 

An  award  of  reparation  has  been  made  in  No.  11854,  Bir- 
mingham Packing  Co.  vs.  N.  O.  &  N.  E.  et  al.,  opinion  No.  7019, 
62  I.  C.  C.  627-8,  on  account  of  an  unreasonable  rate  on  cattle 
and  hogs,  from  New  Orleans  and  Port  Chalmette  to  Birmingham, 
in  1916  and  1917.  A  rate  of  $77  per  car  was  collected.  Repara- 
Hon  is  to  be  made  to  the  basis  of  a  rate  of  $68,  found  reasonable 
in  48  I.  C.  C.  596. 


NEW  ENGLAND  DIVISIONS 

In  a  report  on  No.  11756,  Bangor  &  Aroostook  et  al.  vs.  Aber- 
deen &  Rockfish  et  al.,  opinion  No.  7014,  62  I.  C.  C.  513-82,  com- 
monly known  as  New  England  divisions,  the  Commission,  speak- 
ing through  Chairman  Clark,  with  Commissioners  Eastman,  Pot- 
ter, Campbell  and  McChord  dissenting,  and  the  three  first  men- 
tioned writing  separate  reports,  has  said  the  record  in  that  case 
is  too  meager  in  essential  things  to  enable  it  to  give  relief  such 
as  the  complainants  desired.  It  said  the  record  was  sufficient  to 
show  that  just,  fair  and  equitable  divisions  cannot  flow  from  the 
present  chaotic  divisional  arrangements,  but  the  chaos,  Clark 
indicated,  is  not  reason,  in  the  absence  of  a  more  definite  show- 
ing how  it  might  be  converted  into  order,  for  the  Commission 
undertaking  to  make  new  divisional  arrangements  for  the  New- 
England  lines  "as  a  whole"  or  as  individuals. 

The  request  of  the  New  England  lines  to  have  their  divisions 
treated  "as  a  whole"  was  specifically  denied  by  the  Commission, 
not  merely  on  the  ground  of  the  Inadequacy  of  the  record,  but 
upon  the  ground  that  the  law  authorizes  the  Commission  "to 
prescribe  only  just,  reasonable  and  equitable  divisions  to  be  re- 
ceived by  the  several  carriers,"  which  does  not  mean  the  same 
"as  a  whole." 

As  an  alternative  for  relief  by  order  of  the  Commission,  the 


regulating  body  said  that  It  expected  the  defendants  and  the  com- 
plainants to  submit  promptly  to  It  proposed  readjustment*  that 
will  remove  the  Inconsistencies  portrayed  of  record,  and  bring 
into  conformity  with  the  principles  of  law  and  equity  expressed 
In  the  act  the  divisional  arrangements,  Individually  and  as  a 
whole,  between  the  complainants  and  the  defendants.  That  could 
be  accomplished,  the  Commission  Bald,  by  the  designation  by  the 
parties  of  appropriate  committees  of  qualified  personnel.  The 
Commission  said  that  It  would  expect  the  appointment  of  such 
committees  to  work  Jointly  in  the  revision  of  the  divisions,  and  to 
report  to  It,  at  the  end  of  90  days  after  the  handing  down  of  the 
decision,  the  results  of  their  efforts,  "together  with  statements 
of  divisions  upon  which  agreement  has  been  reached,  as  well  as 
those  upon  which  there  may  not  be  complete  agreement.  Such 
statements  may  be  accompanied  by  statements  of  fact  and  argu- 
ment upon  which  the  respective  committees  rely.  Thereafter 
report  should  be  made  to  us  at  the  end  of  each  period  of  60  days, 
until  final  decision  and  complete  disposition  of  the  issue  shall 
have  been  accomplished,  for  these  purposes  the  record  will  be 
held  open." 

Commissioner  Eastman  wrote  a  dissenting  opinion,  which 
both  in  form  and  substance  is  complete  in  itself  and  might  be 
substituted  by  the  Commission,  were  it  so  minded,  with  but  few 
additions  to  make  it  a  complete  disposition,  based  on  the  theory 
that  the  regulating  body  is  authorized  by  law  to  make  a  revision 
of  divisions  to  the  New  England  carriers  "as  a  whole."  He  said: 

Throughout  the  majority  report  runs  the  criticism  that  complain- 
ants ask  revision  of  their  divisions  "as  a  whole."  The  thought  is  that 
the  law  requires  us  to  attack  the  problem  atom  by  atom,  withholding 
action  until  we  have  the  necessary  evidence  to  analyze  separately  the 
many  thousands  of  joint  rates  and  determine  finally  their  just  and 
equitable  divisions.  *  *  *  If  the  New  England  carriers,  were  to 
obtain  relief  in  this  proceeding,  which  would  be  of  avail  against  Im- 
pending financial  danger,  it  was  necessary  for  them  to  move  quickly 
and  deal  broadly  with  the  situation.  They  merit  no  criticism  for  so 
doing,  and  in  my  opinion  they  have  made  out  a  case  justifying  tem- 
porary relief,  pending  more  detailed  consideration  of  the  specific 
divisions. 

Commissioner  Potter,  in  his  dissent,  said  that  the  majority 
seemed  to  him  needlessly  to  concede  the  futility  of  the  transpor- 
tation act  and  the  impotence  of  the  Commission  to  remove  in- 
justice. He  said  he  concurred  generally,  but  desired  to  amplify 
the  reasons  for  adopting  his  conclusions.  He  treated  the  record 
as  fully  establishing  that  the  New  England  carriers  had  made 
a  direct  unmerited  contribution  to  the  revenues  of  the  carriers 
in  the  eastern  district,  and  that  the  New  England  carriers  were 
entitled  to  have  the  contribution  restored  to  them.  He  also  was 
of  the  opinion  that  the  record  showed,  not  only  that  the  New 
England  lines  were  entitled  to  a  restoration,  but  to  larger  divi- 
sions. He  said  that  a  too  narrow  meaning  had  been  given  by  the 
majority  to  the  word  "service,"  as  employed,  in  the  transportation 
act. 

Commissioner  Campbell,  also  dissenting,  concurred  with 
Commissioner  Eastman.  He  said  it  seemed  to  him  that  subdivi- 
sion 6  of  section  15  clearly  was  intended  to  cover  just  such  a  sit- 
uation as  existed  and  continues  in  New  England.  He  said  that 
the  law  required  the  Commission  to  take  into  consideration  "the 
amount  of  revenue  required  to  pay  their  operating  expenses"  in 
making  divisions  of  joint  rates.  The  law,  he  pointed  out,  said 
that  the  Commission  "shall"  consider  the  revenue  necessities  of 
the  carriers  parties  to  joint  rates. 

Commissioner  Campbell  announced  that  he  had  been  author- 
ized by  Commissioner  McChord  to  say  that  the  latter  shared  in 
the  views  expressed  by  Mr.  Campbell. 

In  summing  up  the  argument  made  by  the  Commission  as  to 
why  it  should  not  grant  the  prayer  of  the  New  England  carriers 
to  have  their  divisions  considered  as  a  whole,  Chairman  Clark 
said: 

If  it  had  been  clearly  and  definitely  shown  that  particular  divisions 
assailed  were  but  fair  compensation  for  the  service  performed  when 
they  were  established,  and  that  since  the  establishment  complainants 
have  been  subjected  to  relatively  exceptional  operating  expenses  of 
permanent  character,  some  basis  for  an  adjustment  by  us  of  the 
divisions  of  joint  rates  as  between  the  several  carriers  participating 
therein  would  have  been  indicated,  if  those  exceptional  expenses  were 
reflected  in  the  rates.  Mounting  operating  costs,  with  which  revenues 
have  not  kept  pace,  have  been  general.  The  voluminous,  but  yet 
limited,  character  of  the  divisions  submitted;  the  selection  of  thi- 
points  between  which  the  divisions  apply:  the  dividing  of  the  rates 
only  at  the  gateways;  the  almost  total  lack  of  the  reasons  which 
impelled  the  making  of  divisions  via  one  gateway  lower  than  via 
another;  the  doubt  cast  upon  the  reasonableness  of  the  allowances 
and  the  arbitraries;  the  varying  amounts  of  constructive  mileage 
received  by  the  complainants;  the  extent  of  the  groups:  the  incon- 
sistency of  the  division  blocking;  the  failure  of  the  Bangor  &  Aroo- 
stook  to  show  any  of  its  divisions:  the  fact  that  the  Maine  Central 
receives  terminal  arhltraries  and  arbitrary  proportionals  on  much  of 
its  traffic;  the  failure  to  submit  divisions  on  coal,  high  explosives, 
fluid  milk  and  Its  edible  products,  fresh  meat,  in  carloads,  and  other 
commodities:  the  absence  of  concrete  final  cost  figures  and  Indis- 
pensable facts,  and,  generally,  the  submission  of  much  unrelated 
data,  have  resulted  In  a  record  that  affords  no  basis  upon  which  we 
might  predicate  a  valid  prescription  of  divisions.  \Ve  are  authorized 
to  prescribe  only  just,  reasonable  and  equitable  divisions  "to  be  re- 
ceived by  the  several  carriers."  Full  hearing  and  competent  and 
relevant  evidence  are  prerequisite.  Any  attempt  to  prescribe  a 
blanket  increase  of  divisions  as  here  sought  In  the  face  of  admissions 
and  uncontradicted  evidence  that  certain  divisions  are  now  just, 
reasonable  and  equitable  to  complainants  would  override  the  plain 
mandate  of  law. 

While  we  are  urged  to  adjust  the  divisions  "as  a  whole,"  on  the 
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presumption  that  the  facts  shown  of  record  as  to  a  part  of  the  com- 
plainants are  generally  true  as  to  all  of  them,  and  that  they  reflect 
the  situation  in  New  England,  it  is  to  be  noted  that  some  of  the 
roads  in  New  England  have  been  excluded  from  the  list  of  complain- 
ants and  included  in  the  list  of  defendants.  To  so  deal  with  the 
situatoin  would  not  be  treating  the  New  England  roads  as  a  group. 
It  would  be  taking  from  one  road  and  giving  to  a  less  prosperous 
road,  thus  doing  by  indirection  what  the  Congress  deliberately  and 
specifically  refused  to  authorize  us  to  do.  The  statutory  provision  for 
recapture  of  excess  earnings  from  individual  carriers  also  clearly 
negatives  the  idea  that  the  Congress  contemplated  or  Intended  that  all 
carriers  in  a  group  should  so  share  in  the  aggregate  earnings  of  the 
roads  in  the  group  that  all  would  be  upon  an  equality.  Such  a  plan 
would  stifle  all  incentive  to  skill,  efficiency,  economy  and  good  man- 
agement. 

However,  the  record  lays  before  us  an  existing  condition  of  divi- 
sional arrangements  which  is  the  antithesis  of  equality,  uniformity, 
system,  or  order.  A  plan  of  transportation  practices  so  fraught  with 
incongruities  and  from  which,  as  indicated  by  one  of  counsel,  anything 
might  be  proved  by  a  judicious  selection  of  items,  is  indefensible. 
While  the  record  affords  no  foundation  upon  which  might  rest  a  valid 
prescription  by  us  of  divisions,  we  cannot  disregard  the  conditions 
portrayed.  Our  duty  would  not  be  fully  performed  if  we  did  not 
require  a  readjustment  under  which  the  conditions  shall  be  relieved 
and  demonstrably  fair  treatment  accorded  to  all  parties  with  respect 
to  individual  divisions.  We  are  convinced,  upon  consideration  of  all 
the  facts,  that  just,  fair,  and  equitable  divisions  cannot  in  many 
instances  flow  from  the  chaotic  divisional  arrangements  to  which  we 
have  adverted.  We  shall  expect  defendants  and  complainants  to 
promptly  submit  to  us  proposed  readjustments  that  will  remove  the 
inconsistencies  portrayed  of  record  and  bring  into  conformity  with 
the  principles  of  law  and  equity  expressed  in  the  act  the  divisional 
arrangements,  individually  and  as  a  whole,  between  complainants  and 
defendants.  To  this  end  designation  by  the  parties  of  appropriate 
committees  of  qualified  personnel  is  recommended,  and  we  shall 
expect  the  appointment  of  such  committees  to  work  jointly  in  re- 
vision of  the  divisions  and  to  report  to  us  at  the  end  of  90  days  after 
the  date  hereof  the  results  of  their  efforts,  together  with  statements 
of  divisions  upon  which  agreement  has  been  reached,  as  well  as  those 
upon  which  there  may  not  be  complete  agreement.  Such  statements 
may  be  accompanied  by  statements  of  fact  and  argument  upon  which 
the  respective  committees  rely.  "Thereafter  reports  should  be  made 
to  us  at  the  end  of  each  period  of  60  days  until  final  and  complete 
disposition  of  the  issues  shall  have  been  accomplished.  For  these 
purposes  the  record  will  be  held  open. 


COMMISSION   ORDERS 

The  New  Orleans  Joint  Traffic  Bureau  has  been  permitted 
to  intervene  in  No.  12740,  Beaumont  Chamber  of  Commerce  vs. 
Alexandria  &  Western  et  al. 

Defendants'  petition  for  rehearing  in  No.  10892,  Railroad 
Commissioners,  State  of  Florida,  vs.  Director-General,  Aberdeen 
&  Rockfish  et  al.,  has  been  denied. 

The  Barteldes  Seed  Company  has  been  permitted  to  inter- 
vene in  No.  12653,  the  Mangelsdorf  Seed  Co.  vs.  A.  T.  &  S.  F. 
et  al. 

The  Louisiana  Public  Service  Commission  has  asked  the 
Commission  to  reopen  No.  8845,  Natchez  Chamber  of  Commerce 
vs.  Louisiana  &  Arkansas  et  al.,  and  to  modify  its  order  therein 
as  to  rates  on  petroleum,  crude,  fuel  and  residuum. 

Defendants  in  No.  10083,  Whitewater  Lumber  Co.  vs.  Ala- 
bama Central,  Director-General,  et  al.,  have  asked  the  Com- 
mission to  modify  its  order  so  as  to  permit  them  to  file  tariffs 
in  compliance  therewith  effective  August  13  on  five  days'  notice 
instead  of  30  days'  notice. 

The  Louisiana  Flour  &  Feed  Co.,  Inc.,  has  been  permitted 
to  intervene  in  No.  12880,  Dean  Mill  Co.  vs.  Missouri  Pacific 
ct  al. 

On  petition  of  complainant,  the  Commission  has  reopened 
for  further  hearing  Nos.  10950,  Acme  Cement  Plaster  Co.  vs. 
Director-General,  A.  T.  &  S.  F.  et  al.,  10951,  Same  vs.  Director- 
General,  Quanah,  Acme  &  Pacific  et  al.,  10951  (Sub.  Nos.  1 
and  2),  Same  vs.  Same,  and  10952,  Same  vs.  Same. 

Complainant's  petition  for  rehearing  in  No.  8968,  E.  J. 
Woolworth  vs.  U.  P.  et  al.  has  been  denied. 

Motion  of  the  Director-General  to  dismiss  No.  12818,  Key- 
stone Elevator  &  Warehouse  Co.  vs.  Director-General  and  Penn- 
sylvania, has  been  denied. 

The  Commission  has  reopened  for  further  hearing  No.  10912, 
Acme  Cement  Plaster  Co.  vs.  Director-General,  Pere  Marquette 
et  al. 


VALUATION  REPORTS 

The    Traffic    World    Washington   Bureau 

Tentative  valuation  reports  on  the  St.  Johnsbury  &  Lake 
Champlain  Railroad  Company  and  the  Thornton  &  Alexandria 
Railway  Company  were  made  public  by  the  Commission  July 
27.  The  Commission  found  that  the  final  value  of  the  total 
owned  property  of  the  St.  Johnsbury  &  Lake  Champlain,  as  of 
June  30,  1916,  was  $3.369,673,  and  that  of  property  owned  but 
not  used,  $518,000.  The  total  used  property  of  the  Thornton 
&  Alexandria  Railway  Company,  as  of  June  30,  1916,  was  valued 
at  $243,542,  and  total  owned,  at  $241,411. 

The  New  Mexico  Midland  Railway  Company  filed  a  protest 
against  the  final  value  of  $140,265  placed  on  its  property,  as  un- 
just because  the  value  fixed  bears  no  relation  to  the  invested 
capital  of  the  company  upon  which  earnings  should  be  based. 
The  company  said,  with  the  information  it  had  available,  it  was 
impossible  to  check  the  method  of  arriving  at  the  valuation. 

The  Commission  made  public  July  22  tentative  valuation 
reports  setting  forth  final  values  on  the  properties  of  the  Gulf 


Terminal  Company,  the  Fordyce  &  Princeton  Railroad  Company, 
the  Shreveport  Bridge  and  Terminal  Company,  the  Pine  Bluff 
&  Northern  Railway  Company  and  the  Kentwood,  Greensburg 
&  South  Western  Railroad  Company. 

The  final  value  of  the  Gulf  Terminal  was  fixed  at  $565,148 
as  of  June  30,  1915;  Fordyce  &  Princeton,  $174,071  as  of  June 
30,  1916;  the  Shreveport  Bridge  and  Terminal,  $424,067  as  of 
June  30,  1915;  the  Pine  Bluff  &  Northern,  total  used,  $39,758, 
and  total  owned,  $23,516,  as  of  June  30,  1916;  and  the  Kentwood, 
Greensburg  &  South  Western,  total  used,  $138,834,  and  total 
owned,  $134,423,  as  of  June  30,  1916.  The  Kentwood,  Greens- 
burg &  South  Western  has  been  authorized  by  the  Commission 
to  abandon  its  railroad. 

Tentative  valuation  reports  on  the  properties  of  the  Green 
Bay  &  Western  Railroad  Company,  the  Kewaunee,  Green  Bay 
&  Western  Railroad  Company,  the  Ahnapee  &  Western  Rail- 
way Company,  the  Dallas  Terminal  Railway  &  Union  Depot 
Company,  the  Pine  Bluff,  Arkansas  River  Railway,  the  Grafton 
&  Upton  Railroad  Company,  the  Conway  Electric  Street  Railway 
Company  and  the  Hoosac  Tunnel  &  Wilmington  Railroad  Com- 
pany were  made  public  by  the  Commission  July  25. 

One  report  was  issued,  covering  the  properties  of  the 
Green  Bay  &  Western,  the  Kewaunee,  Green  Bay  &  Western 
and  the  Ahnapee  &  Western,  although  the  final  values  were 
stated  separately. 

The  final  values  tentatively  fixed  and  the  dates  of  valua- 
tion on  each  of  the  properties  follow: 

Green  Bay  &  Western,  June  30,  1916,  total  used  property, 
$5,298,596;  total  owned  property,  $5,298,582. 

Kewaunee,  Green  Bay  &  Western,  June  30,  1916,  used  and 
owned,  $1,289,193. 

Ahnapee  &  Western,  June  30,  1916,  used  and  owned,  $676, 
408. 

Dallas  Terminal  Railway  &  Union  Depot,  June  30,  1915, 
total  used,  $1,187,810;  total  owned,  $1,260,793. 

Pine  Bluff,  Arkansas  River  Railway,  June  30,  1915,  used 
and  owned,  $153,840. 

Grafton  &  Upton,  June  30,  1916,  total  used,  $496,785;  total 
owned,  $496,780. 

Conway  Electric  Street  Railway,  June  30,  1914,  total  used, 
$151,163;  total  owned,  $150,000. 

Hoosac  Tunnel  &  Wilmington,  June  30,  1916,  owned  and 
used,  $641,864. 


EGGS,  IOWA  TO  TEXAS 

In  No.  12537,  Swift  &  Co.  vs.  C.  B.  &  Q.,  Director-General, 
et  al.,  hearing  on  which  was  held  before  Examiner  Hosmer  in 
Chicago,  July  23,  the  complainants  contended  that  the  published 
joint  through  rate  on  eggs  from  Clinton,  Iowa,  to  El  Paso,  Texas, 
was  in  excess  of  the  aggregate  of  intermediates  via  Davenport. 
They  asked  reparation  on  five  shipments,  amounting  to  $433,  the 
difference  between  the  full  third  class  rate  of  $1.90  assessed 
and  a  combination  of  $1.52%,  made  up  of  the  commodity  rate 
from  the  Omaha-Davenport  group,  $1.37%,  plus  the  Iowa  distance 
scale  rate  for  the  34  miles  between  Davenport  and  Clinton,  15 
cents. 

According  to  G.  F.  Tally,  of  the  transportation  department 
of  Swift  and  Co.,  the  through  rate  from  Clinton  was  changed  to 
$2.06  on  June  2,  1921,  which  was  the  rate  asked  plus  Ex  Parte  74 
increases,  and  no  rate  for  the  future  was  therefore  involved. 
All  the  shipments  involved  moved  during  federal  control. 

F.  M.  Gilliland,  of  the  Railroad  Administration,  said  botli 
the  15-cent  factor  to  Davenport  and  the  commodity  rate  beyond 
were  depressed  and  ought  not,  therefore,  be  used  as  a  basis  for 
reparation.  He  said  eggs  moved  to  Texas  from  Chicago  and 
St.  Louis  under  class  rates  and  the  $1.99  rate  had,  in  fact,  been 
prescribed  by  the  Commission  in  20  I.  C.  C.,  463,  when  it  fixed 
the  class  differential,  from  Clinton  to  El  Paso,  over  Texas  com- 
mon points,  at  18  cents. 


RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

In  the  nine  months  ended  May  31,  the  Class  I  roads  for  the 
United  States  had  a  net  railway  operating  income  of  $316,667,295, 
or  $469,330,705  short  of  what  they  should  have  earned  to  make 
a  return  of  6  per  cent  on  their  valuation  as  fixed  by  the  Com- 
mission. The  rate  earned  on  an  annual  basis  was  2.4  per  cent. 

In  the  Eastern  District  the  roads  had  a  net  railway  operat- 
ing income  of  $136,224,716,  or  $219,986,284  short  under  what 
they  should  have  earned  to  make  6  per  cent.  The  rate  earned 
on  an  annual  basis  was  2.3  per  cent. 

In  the  Southern  District  the  roads  had  a  net  railway  operat- 
ing income  of  $23,425,980,  or  $66,221,020  short  of  what  they 
should  have  earned  to  make  6  per  cent.  The  rate  earned  on  in 
annual  basis  was  1.6  per  cent. 

In  the  Western  District  the  roads  had  a  net  operating  income 
of  $157,016,599,  or  $183,123,401  short  of  what  they  should  have 
had  to  earn  6  per  cent.  The  rate  earned  on  an  annual  basis  was 
2.8  per  cent. 


SO, 
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Tentative  Reports  of  the  Commission 


COAL  FROM  WESTERN  KENTUCKY 

In  ;i  report  on  No.  11999,  West  Kentucky  Coal  Bureau  vs. 
l.tmisville  &  Nashville  et  al.t  Examiner  Myron  Witters  has  pro- 
posed that  the  Commission  hold  that  the  rates  on  soft  coal 
from  mines  in  western  Kentucky  on  the  Louisville  &  Nash- 
ville lo  Chattanooga  and  the  northern  half  of  Georgia  are  un- 
just, unreasonable  and  unduly  prejudicial  to  the  extent  that  they 

i-il  by  more  than  50  cents  per  ton  the  rates  contempora- 
neously operat  i\e  1 1 om  the  Jellico-Middlesboro  group  on  the  rails 
of  thai  carrier.  10  the  same  destinations;  and  also  that  the  rout- 
Mi  i he  coal  from  those  western  Kentucky  mines  over  the 
I..  \  N.  to  Atlanta  via  Birmingham  is  unreasonably  long  in 
comparison  with  other  routes. 

His  linnl  recommendation,  in  this  fight  for  the  establishment 

of  relationship   between   competing  groups   of   mines,   was   that 

the  Commission   say  that  the   maintenance  of   rates   from  Ala- 

ia.  eastern  Tennessee  and  southwestern  Kentucky  mines  to 

nnali  and  Port  Wentworth,  for  export,  while  maintaining 
no  export  rates  to  these  points  from  western  Kentucky  mines 

unduly  prejudicial  and  should  be  removed,  by  the  establish- 
ment of  such  export  rates  not  more  than  60  cents  higher  per 

a  ton  than  the  rates  contemporaneously  maintained  from  the 
Coal  Creek  group,  to  the  same  ports  for  export. 


CIRCUS  AND  CARNIVAL  RATES 

\Vithout  expressing  any  opinion  as  to  whether  the  Commis- 
sion has  the  power  to  make  the  orders  requested,  Examiner  Har- 
ris Fleming,  in  a  report  on  No.  11941,  Coma  vs.  St.  Louis-San 
Francisco  et  al.,  has  recommended  a  holding  that  the  basis  of 
the  charges  on  circus  and  carnival  show  outfits,  chiefly  of  the 
railroads  in  the  southwest,  may  not  be  regarded  as  in  violation 
of  the  act  to  regulate  commerce  or  of  the  transportation  act, 
even  if  those  laws  are  construed  to  give  the  Commission  power 
to  enter  the  orders  for  which  the  complainant  has  asked.  The 
complainant,  an  unincorporated  association  of  individuals,  al- 

(1  that  the  rates  and  charges  were  unreasonable,  illegal  and 
unduly  prejudicial  and  asked  for  orders  requiring  uniformity 
on  the  various  railroads  in  the  southwest.  Fleming  did  not 
agree  with  the  complainants,  even  if  the  two  laws  were  construed 
to  require  such  uniformity  on  state  and  interstate  transportation 
as  requested  by  the  complainants. 

Under  the  rules  of  the  Commission,  circus  and  carnival 
show  rates  are  published  on  one  day's  notice  and  their  height 
depends  largely  on  whether  the  railroad  wants  to  carry  a  circus, 
which  many  do  not  because  of  the  great  liability  to  loss  and 
damage  claims,  and  whether  there  is  much  or  little  of  other 
kinds  of  business.  Fleming  thinks  the  complaint  should  be  dis- 
missed. 


STORAGE  ON  INFLAMMABLES 

Dismissal  of  No.  11693,  Western  Petroleum  Refiners'  Asso- 
ciation vs.  Aberdeen  &  Rockfish  et  al..  has  been  recommended 
by  Examiner  Bronson  Jewell  on  a  holding  that  the  maintenance 
of  track  storage  charges  on  gasoline  and  other  articles  requiring 
"inflammable"  placards  under  regulations  prescribed  by  the 
Commission,  when  held  in  tank  cars  of  private  ownership,  where 
the  ownership  of  the  tracks  and  the  cars  is  the  same,  is  not 
unreasonable  or  otherwise  unlawful  where  the  private  tracks  are 
described  in  the  tariffs  as  "railroad  premises." 

The  complainants  asked  that  the  charge  of  $2  a  day  after 
the  expiration  of  free  time  be  held  unlawful  for  the  same  reason 
that  the  Commission,  finally,  after  winning  in  the  Supreme 
Court,  reversed  itself  and  held  that  demurrage  could  not  be 
imposed  on  private  cars  loaded  with  the  owner's  goods  and 
standing  on  his  own  tracks. 

In  this  case  the  tracks  are  those  the  right  to  use  which  the 
railroad  companies  reserved  when  they  made  private  track  agree- 
ments with  the  shippers,  for  the  construction  of  the  tracks.  Some 
of  them  are  on  the  property  of  the  refiners  and  some  are  partly 
on  the  property  of  the  refiners  and  partly  on  the  land  of  the 
railroad  companies.  There  is  no  charge  in  cases  where  the 
right  to  use  the  tracks  has  not  been  reserved  by  the  railroad. 

Throughout  the  case  the  examiner  treated  the  matter  as  of 
small  consequence  because  so  little  money  had  been  collected. 
He  differentiated  the  charge  from  demurrage  on  the  ground  that 
this  is  a  penalty  intended  to  promote  safety  through  the  unload- 
ing of  the  gasoline,  while  demurrage  is  intended  to  promote  the 
prompt  release  of  equipment  so  that  it  may  be  used  elsewhere. 


rector-General,  et  al.,  has  recommended  a  holding  that  the  L.  C. 
L.  rating  on  lead  stereotype  plates,  returned,  in  Official  Classifica- 
tion territory,  Is  unreasonable  for  the  future  to  the  extent  that 
it  may  exceed  the  rating  on  scrap  lead,  which,  at  present,  la 
fourth  class.  He  said  the  rating  now  in  effect,  third  class,  was 
not  unreasonable  in  the  past,  and  that  reparation  should  be 
denied. 

This  question  has  been  before  the  Commission  several  times 
and  before  the  official  classification  committee  much  longer.  The 
Commission  in  1914  ruled  that  antimonial  lead,  the  metal  of 
which  the  plates  are  made,  is  not  scrap  lead,  even  if  the  plates 
are  of  no  more  use  for  printing  purposes  because  the  mixture  is 
just  right  for  further  use  when  remelted.  In  this  case  the  com- 
plainants pointed  out  that  all  other  kinds  of  lead  are  fit  for  re- 
use as  soon  as  remelted  and  that  therefore  antimonial  lead  is 
no  exception  upon  which  to  base  denial  of  relief.  The  western 
classification  committee  some  years  ago  made  a  specific  rating 
on  old  stereotype  plates,  which  is  just  the  same  as  on  scrap 
lead.  Under  the  rules  that  is  not  scrap  metal  which  has  not 
been  broken  up.  The  complainant  in  this  case  pointed  out  that 
breaking  up  the  plates  would  make  them  load  less  heavily  and 
be  love's  labor  lost  because  they  are  going  into  the  melting  pot 
just  as  soon  as  they  get  back  to  the  plant,  if  and  whenever  they 
are  shipped  without  cardboard  to  protect  the  face  of  the  type. 
Even  a  bone-headed  inspector,  they  said,  could  know  the  minute 
he  looked  at  a  box  of  stereotype  plates  whether  they  were  new 
or  scrap  by  merely  noting  whether  the  face  was  or  was  not  pro- 
tected; and 'that  was  an  infallible  test  because,  unless  the  face 
were  protected,  the  plates  could  not  be  used  for  printing. 

ROAD  MAY  RECEIVE  DIVISIONS 

A  recommendation  that  the  Commission  find  the  Ore  Carry- 
ing Corporation  to  be  a  common  carrier  subject  to  the  interstate 
commerce  act  which  may  lawfully  receive  from  its  trunk  line  con- 
nections reasonable  divisions  of  through  rates,  is  made  by  Exam- 
iner Paul  O.  Carter  in  a  tentative  report  in  No.  12546,  Ore  Car- 
rying Corporation  vs.  Central  Railroad  Co.  of  New  Jersey. 

The  defendant  refused  to  accord  the  complainant  increases 
in  divisions  following  the  general  increases  authorized  In  Ex 
Parte  74,  the  action  being  based  on  a  resolution  adopted  August 
4,  1920,  by  the  Eastern  Freight  Tariff  Committee  which  provided 
that  no  increases  in  divisions  would  be  accorded  to  industrial 
lines  in  instances  where  those  lines  had  not  been  declared  to 
be  common  carriers. 

The  examiner  said  that  the  complainant  was  organized  in 
March,  1917,  under  the  transportation  corporation  law  of  New 
York,  and  that  its  capital  stock  was  owned  by  Witherbee,  Sher- 
man &  Co.,  a  corporation  engaged  in  the  mining,  producing 
and  selling  of  iron  ore,  pig  iron,  phosphates  and  other  material. 
The  complainant  transports  property  by  water  between  points 
in  the  state  of  New  York  and  points  in  the  state  of  New  Jersey 
and  other  points,  its  regular  route  of  transportation  being  be- 
tween New  York  harbor  and  points  on  Lake  Champlain.  The 
largest  part  of  its  traffic  is  the  interstate  carriage  of  iron  ore 
for  customers  of  Witherbee,  Sherman  &  Co.,  the  examiner  said, 

"In  1918,  1919  and  1920,  miscellaneous  cargoes  of  inde- 
pendent traffic,  none  of  which  were  for  the  account  of  Wither- 
bee, Sherman  &  Co.,  were  transported  entirely  by  water,"  the 
examiner  said.  "Since  July  1,  1917,  it  has  operated  under  a 
common  arrangement  with  the  defendant  rail  carrier  for  the 
continuous  carriage  of  through  traffic  from  Port  Henry,  N.  Y., 
to  points  in  Pennsylvania,  Delaware  and  New  Jersey  Joint  com- 
modity rates  on  iron  ore  from  Port  Henry  to  destinations  in 
these  states  have  been  published  since  June  1,  1917,  in  tariffs 
on  file  with  the  Commission.  Out  of  those  through  rates  the 
complainant  has  been  accorded  divisions.  Beginning  in  1918, 
the  complainant  has  solicited  interstate  traffic  and  has  held 
itself  out  to  the  public  as  ready  and  willing  to  undertake  the 
carriage  of  freight  via  water  and  rail  routes  to  interstate  des- 
tinations. For  all  years  since  its  organization,  annual  reports 
in  the  form  prescribed  have  been  filed  with  the  Commission." 


RATING  ON  STEREOTYPE  PLATES 

Kxaminer   Kugene   L.    Gaddess,    in   a   report   on    No.    12101, 
sii  Newspaper  Union  vs.  Adirondack  &  St.  Lawrence,  Dl- 


COAL  CAR  DISTRIBUTION 

In  a  tentative  report  on  No.  12557,  Northern  West  Virginia 
Coal  Operators'  Association  vs.  P.  &  L.  E.  et  al.,  William  P. 
Bartel  and  John  C.  Rother,  Assistant  Directors  in  the  Bureau  of 
Service,  acting  as  special  examiners,  have  recommended  dis- 
missal on  a  holding  that  the  practices  of  the  Pennsylvania  Rail- 
road and  the  Pittsburgh  £  Lake  Erie  in  the  period  from  March 
1,  1920,  to  January  1,  1921,  in  the  distribution  of  coal  cars  to 
mines  on  the  Monongahela  Railway  and  the  Morgantown  A 
Wheeling  were  not  unreasonable,  unjustly  discriminatory  or  un- 
duly prejudicial  to  operators  of  coal  mines  on  those  roads. 
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The  operators  on  the  small  roads  mentioned  sell  and  ship 
their  product  largely  to  dealers  and  consumers  located  at  points 
served  by  or  reached  in  connection  with  the  Pennsylvania  and 
the  P.  &  L.  E.,  which  are  in  a  broad  way  of  speaking  the  owners 
of  the  two  small  roads  mentioned.  The  complainants  averred 
that  in  the  distribution  of  cars,  the  parent  companies  unduly 
preferred  the  operators,  the  mines  of  which  are  situated  on  the 
main  line.  The  Commission  was  asked  to  require  the  Pennsyl- 
vania and  the  P.  &  L.  E.  to  deliver  to  the  Monongahela,  and  the 
Monongahela  to  deliver  to  the  Wheeling  whenever  a  car  short- 
age occurred,  sufficient  cars  to  afford  the  mines  on  the  small 
roads  the  same  car  supply  on  the  average  as  was  contempo- 
raneously accorded  on  the  average  to  the  mines  on  the  Penn- 
sylvania and  the  Lake  Erie;  to  require  that  in  the  case  the 
number  of  coal  cars  delivered  to  the  Monongahela  or  delivered 
by  the  Monongahela  to  the  Wheeling  during  any  month  are 
more  or  less  than  they  are  entitled  to  the  discrepancy  be  ad- 
justed the  following  month,  and  that  the  Commission  determine 
the  number  of  cars  which  each  of  the  mines  on  the  Mononga- 
hela and  the  Wheeling  fell  short  of  receiving  during  the  same 
period,  the  same  average  car  supply  as  the  mines  on  the  Penn- 
sylvania and  the  Lake  Erie;  to  require  the  parent  companies 
during  some  period  of  short  car  supply  to  deliver  to  the  Monon- 
gahela the  number  of  cars  so  found,  in  addition  to  the  number  of 
cars  to  which  said  mines  on  said  railways  would  be  otherwise 
entitled;  or  in  the  alternative  in  case  of  refusal  to  grant  such 
release  to  award  reparation. 

In  effect,  this  complaint  was  a  companion  case  to  Northern 
West  Virginia  Coal  Association  vs.  P.  R.  R.  Co.,  60  I.  C.  C.  569, 
in  which  the  same  issue  with  regard  to  the  car  supply  during 
federal  control  was  considered  and  disposed  of.  That  case  was 
dismissed,  which  is  the  recommendation  made  in  this  one. 

In  concluding  their  report,  the  two  members  of  the  car  serv- 
ice bureau  which  has  particular  charge  of  car  distribution  said 
that  no  valid  reason  appeared  why  the  car  supply  to  the  entire 
central  region  of  Pennsylvania  should  be  compared  with  the  car 
supply  accorded  to  the  Monongahela  and  the  Wheeling.  They 
said  the  record  did  not  indicate  how  the  percentage  of  car  supply 
to  the  Pennsylvania  Division  in  the  central  region  compared 
with  the  car  supply  given  to  the  Monongahela  and  the  Wheeling. 
It  did  show,  however,  they  said,  that  as  compared  with  the 
Monongahela  Division,  which  includes  the  Monongahela  Rail- 
way, the  Monongahela  car  supply  was  much  more  favorable. 

With  regard  to  the  car  supply  accorded  by  the  Lake  Erie 
to  mines  on  its  line  south  of  Pittsburgh,  the  examiners  said 
that  while  it  was  better  than  that  accorded  to  the  short  lines, 
it  must  be  remembered  that  the  conditions  as  they  existed  dur- 
ing a  part  of  the  period  were  beyond  the  control  of  the  Lake 
Erie.  Considering  the  situation  as  a  whole,  the  examiners  said, 
the  Commission  should  find  that  the  practices  of  the  two  trunk 
lines  were  not  unreasonable  and  that  the  discrimination,  if  any, 
was  not  undue. 


that  it  exceeded  a  rate  of  54.5  cents,  which  was  established 
August  14,  1919.  The  shipments  moved  during  the  period  from 
July  28  to  August  13,  1919. 


STRAW,  OHIO  TO  WABASH,  IND. 

An  award  of  reparation  is  recommended  by  Examiner  Prank 
E.  Mullen  in  a  tentative  report  in  No.  11865,  United  Paper  Board 
Co.  vs.  Toledo,  St.  Louis  &  Western,  Director-General,  et  al.,  on 
a  finding  that  rates  on  straw  from  certain  points  in  C.  F.  A. 
territory  in  Ohio  to  Wabash,  Ind.,  were  unreasonable.  The  ship- 
ments moved  from  Grelton,  Malinta,  Muntanna,  Continental  and 
Delphos,  O.,  and  the  complainant  alleged  the  rates  charged  were 
unreasonable,  unduly  prejudicial  and  in  excess  of  the  aggregate 
of  the  intermediate  rates.  The  examiner  says  the  Commission 
should  find  that  the  rates  assailed  were  unreasonable  to  the 
extent  that  they  exceeded  the  rates  found  reasonable  for  the 
respective  distances  in  Straw  Rates  from  St.  Louis  to  Anderson, 
Ind.,  36  I.  C.  C.  30,  plus  the  increases  following  the  fifteen  per 
cent  case,  45  I.  C.  C.  303,  and  under  G.  O.  No.  28,  and  that  the 
present  rates  are  and  for  the  future  will  be  unreasonable  to 
the  extent  they  exceed  the  basis  found  reasonable  subject  to 
the  increases  under  Ex  Parte  74. 


RATES  ON  CANNED  TOMATOES 

Dismissal  of  the  complaint  in  No.  12303,  R.  C.  Williams  & 
Co.  vs.  Director-General,  as  agent,  Central  Railroad  Co.  of  N.  J. 
et  al.,  is  proposed  by  Examiner  Paul  O.  Carter  on  a  finding  that 
an  applicable  rate  of  26  cents  charged  for  the  transportation 
of  two  carloads  of  canned  tomatoes  shipped  from  Greenwich, 
N.  J.,  to  Pier  28,  New  York  City,  in  October,  1918,  was  not  un- 
reasonable, unjustly  discriminatory  or  unduly  prejudicial.  There 
was  an  overcharge  of  $50.47  on  one  car,  which  should  be  re- 
funded, the  examiner  says. 


UNREASONABLE    CHARGES   ON    GASOLINE         < 

Examiner  Burton  Fuller,  in  a  tentative  report  in  No.  12324, 
Wofford  Oil  Co.  vs.  Director-General,  as  agent,  Houston  &  Brazos 
Valley  et  al.,  holds  unreasonable  charges  collected  on  gasoline 
from  Freeport  and  Bryanmound,  Tex.,  to  Birmingham,  Ala.,  and 
recommends  an  award  of  reparation.  The  charges  were  col- 
lected on  a  rate  of  65  cents  per  100  pounds  and  the  examiner 
recommends  that  that  rate  be  held  unreasonable  to  the  extent 


RATE  ON   COAL   IN    MAINE 

A  rate  of  $3.60  per  net  ton  charged  for  the  movement  of 
bituminous  coal  from  Van  Buren  to  Griswold,  Me.,  was  unrea- 
sonable to  the  extent  that  it  exceeded  $2.25  per  gross  ton, 
equivalent  to  $2.01  per  net  ton,  and  reparation  should  be  made 
down  to  the  basis  of  the  rate  found  reasonable.  This  is  the 
recommendation  made  by  Examiner  Lawrence  Satterfield  in  a 
tentative  report  in  No.  12221,  Stetson,  Cutler  &  Co.  vs.  Director- 
General,  as  agent,  Bangor  &  Aroostook.  The  examiner  said  the 
defendant  offered  no  evidence  in  support  of  the  reasonableness 
of  the  rate  charged.  The  shipments  originated  at  St.  John,  New 
Brunswick,  but  the  jurisdiction  of  the  Commission  extended  only 
to  the  part  of  the  movement  in  the  United  States.. 


FRESH  MEATS,  ETC.,  MADISON  TO  CHICAGO 
Examiner  Bronson  Jewell,  in  a  tentative  report  in  No. 
11930,  Oscar  Mayer  &  Co.  vs.  Chicago,  Milwaukee  &  St.  Paul  et 
al.,  proposes  that  the  Commission  find  rates  on  fresh  meats  and 
by-products  from  Madison,  Wis.,  to  Chicago,  111.,  not  unreason- 
able or  otherwise  unlawful,  but  that  the  rate  on  packing-house 
products  be  found  unreasonable  and  unduly  prejudicial  and 
reparation  awarded.  The  Commission  should  hold,  the  examiner 
says,  that  the  rate  on  packing-house  products,  in  carloads,  was, 
is,  and  for  the  future  will  be  unreasonable  and  unduly  preju- 
dicial to  the  extent  that  it  exceeded  13.5  cents  per  100  pounds 
prior  to  August  25,  1920,  and  19  cents  per  100  pounds  thereafter, 
and  that  reparation  should  be  made  down  to  the  basis  of  the 
rate  found  reasonable. 


RATE    ON    CAR   OF   GASOLINE 

Examiner  J.  P.  McGrath  has  recommended  dismissal  of  No. 
12199,  Standard  Asphalt  &  Refining  Company  vs.  Missouri  Pa- 
cific, Director-General,  et  al.,  on  a  holding  that  the  legally  appli- 
cable rate  on  a  tank  car  of  gasoline  shipped  in  September, 
1918,  from  Independence,  Kan.,  to  Lincolnton,  N.  C.,  was  not 
unreasonable  but  in  excess  of  the  legal  rate.  He  recommended 
a  refunding  of  the  overcharge.  As  to  the  rate  charged  for 
the  movement  of  the  same  car  under  reconsignment  from  Lin- 
colnton to  Tabor,  Pa.,  McGrath  recommended  a  holding  that  a 
rate  of  70  cents  was  not  unreasonable  and  if  there  was  undue 
prejudice,  as  alleged,  the  complainant  was  not  damaged  thereby. 


RATES  ON   STRAW 

Examiner  Frank  E.  Mullen,  in  a  report  on  No.  11879,  United 
Paper  Board  Company  vs.  Lake  Erie  &  Western,  Director- 
General,  et  al.,  has  recommended  a  finding  of  unreasonableness 
as  to  the  rates  on  straw  from  points  in  Illinois  to  Eaton,  Ind., 
and  an  award  of  reparation.  He  has  recommended  the  issuance 
of  an  order  requiring  the  Lake  Erie  &  Western  and  its  connec- 
tions to  establish  rates  on  straw  from  the  points  in  Illinois  in 
question  to  Eaton,  not  in  excess  of  those  found  reasonable  by 
the  Commission  in  36  I.  C.  C.  30  plus  the  15  per  cent  and  Ex 
Parte  74  increases. 


RATE  ON   CRUDE   PETROLEUM 

Examiner  Bronson  Jewell,  in  a  report  to  the  Commission  on 
No.  12042,  Anderson  &  Gustafson,  Inc.,  et  al.  vs.  M.  K.  &  T. 
et  al.,  has  recommended  a  holding  of  unreasonableness  and  an 
award  of  reparation  as  to  a  rate  of  32.5  cents  on  crude  petroleum 
from  Wichita  Falls,  Tex.,  to  Oklahoma  City  'and  37  cents  to 
Cushing,  Okla.,  in  September,  1918.  He  said  the  Commission 
should  hold  both  rates  unreasonable  because  and  to  the  extent 
that  they  exceeded  a  rate  of  22.5  cents,  ordered  to  be  established 
by  the  Commission  in  Atwood  Refining  Co.  vs.  Director-General, 
57  I.  C.  C.  22,  and  should  order  reparation  to  the  basis  of  that 
rate. 


RATES   ON   COAL  AT   BRAZIL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  proposed  by  Examiner  John  H.  Howell,  in  a  report  on 
No.  12050,  Chicago  Sewer  Pipe  Co.  vs.  C.  &  E.  I.  et  al.,  as  to 
rates  on  coal  between  mines  and  plants  of  the  complainant  at 
Brizil,  Ind.,  in  the  period  between  June  25,  1918,  and  February 
29,  1920.  The  rates  went  up  to  70  cents  a  ton  for  very  short 
hauls.  The  Commission's  examiner  thinks  55  cents  would  have 
been  the  reasonable  rate  and  that  reparation  should  be  made  to 
that  basis. 


INDIANA  COAL   RATES 

Reparation  on  account  of  unreasonable  intrastate  rates  on 
coal  between  June  25,  1918,  and  the  end  of  federal  control  has 
been  recommended  by  Examiner  John  H.  Howell,  in  a  report  on 
No.  12001,  William  E.  Dee  Clay  Manufacturing  Co.  et  al.  vs.  C. 
&  E.  I.,  Director-General,  et  al.  The  coal  was  from  mines  in 
the  Clinton  and  Brazil  districts  to  Newport  and  Cayuga,  Ind. 
Howell  said  reparation  should  be  to  the  basis  of  55  cents  from 
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i'o\ville    to   Meeea   and   HO   cents   from   Coal   Bluff  to   Mecca;    85 
I'niiu  the  Brlzil  district  mines -and  70  cents  from  the  Clin- 
distrlct  mines  to  Newport;   75  cents  from  the  Clinton  dis- 
trict to  Cayuga  and  55  cents  between  Newport  and  Cayuga. 

OVERCHARGES   ON    KEROSENE 

i:\aminer  J.  P.  McGrath,  in  a  report  on  No.  12001,  Standard 
Asphalt  and  1;.  lining  Co.  vs.  Missouri  Pacific  et  al.,  has  recom- 
mended a  holding  that  the  carriers  collected  charges  in  excess 
of  the  legally  applicable  rate  on  a  carload  of  kerosene  from 
Independence,  Kan.,  to  Sheffield,  la.,  reconsigned  to  Minneapolis, 
am!  that  the  overcharges  should  be  refunded  and  the  case  dis- 
missed. The  car  was  shipped  in  November,  1918. 


tlon  of  28  cent!  per  ton  In  the  rateH  to  I-nke  Krle  portn  when  defitlned 
to  all  American  and  ('niiiidlim  pints  on  Luke  Huron,  Including  Detroit 
nnd  ports  on  tin-  eii.slem  mid  .soul  IM •>  n  xhorr-ii  of  Ijiki-  Michigan,  ln. 
Oludmg  Chicago.  In  ordinary  HciiHonn  upwurdn  of  3.0<i(i  dim  toim  of 
rn.il  is  MM, veil  to  the  dMtlniitlonx  nil  tin-  rediiriloM.  It  In  ex- 

peeleii  iimt  tariffH  will  be  flled  making  the  new  rate*  effective  August 
first  or  a  few  days  later. 


REPARATION   ON   STEEL   FORCINGS 

In  a  report  on  No.  11973,  Northwest  Steel  Co.  et  al.  vs.  Chi- 
o,   Burlington   &   Quincy,   Director-General,   et  al.,   Examiner 
John  1!.  Keeler  has  recommended  a  holding  of  unreasonableness 
and  an  award  of  reparation,  to  the  basis  of  subsequently  estab- 
lished  rates,  on  rough  steel  forgings  from  Camden,  N.  J.,  Buf- 
falo, Titusville  and  Nicetown,  Pa.,  and  Gary,  Ind.,  to  Portland 
Tacoma,    between   July    14,    1918,    and    September    6,    1919. 
The  forgings  went  into  ships  constructed  for  the  Shipping  Board. 


STRAW,  ILLINOIS  TO   INDIANA 

Rates  on   straw  from   points   in   Illinois   to  Yorktown,   Ind., 

according  to  a  report  by  Examiner  Frank  E.  Mullen  in  No.  11851, 

t'nited  Paperboard  Co.  vs.  Chicago  &  Alton  et  al.,  should  not 

'•ed   the  rates   established   by  the  Commission  in  the   straw 

case  (36  I.  C.  C.  30)  plus  the  increases  made  in  the  fifteen 

per  cent  case,  by  General  Order  No.  28,  and  Ex  Parte  No.  74. 

He  also  has  recommended  reparation. 


WALNUT    LUMBER    FOR    EXPORT 

In  a  report  on  further  hearing  on  No.  10149,  Board  of  Rail- 
road Commissioners  of  the  State  of  Iowa  et  al.  vs.  Minneapolis 
&  St;  Louis,  Director-General,  et  al.,  Examiner  Bronson  Jewell 
has  recommended  a  holding  that  the  combination  rates  on  wal- 
nut dimension  lumber  and  pieces,  from  Des  Moines  to  points 
east  of  the  Indiana-Illinois  line,  for  export,  were  and  are  unrea- 
sonable and  unduly  prejudicial  because  and  to  the  extent  that 
the  proportional  commodity  rates  between  Des  Moines  and  the 
upper  Mississippi  River  crossings  exceed  55  per  cent  of  the  cor- 
responding proportional  commodity  rates  between  Missouri  River 
cities  and  the  Mississippi  River  crossings.  He  recommends  an 
order  requiring  the  carriers  to  make  the  proportionals  resulting 
from  the  application  of  that  proposed  rule,  applicable  from  and 
to  both  banks  of  the  Mississippi  River.  The  original  report  in 
tliis  case  was  made  in  53  I.  C.  C.  484. 


LAKE  CARGO  COAL  RATES 

The    Traffic    World    Washington.  Bureau 

The  lake  cargo  coal  rate  situation  was  cleared  up,  for  tlie 
remainder  of  this  season  of  navigation,  when  special  permission 
was  issued  to  the  Bessemer  &  Lake  Erie,  July  26,  authorizing  it, 
upon  five  days  notice,  to  remove  from  its  tariffs  the 'limita- 
tion confining  the  reduction  in  rates  to  shipments  going  to 
points  west  of  White  Fish  Point,  except  the  east  bank  of  Lake 
Michigan,  and  north  of  the  Illinois-Wisconsin  line.  Removal  of 
the  limitation  brings  the  rate  into  harmony  with  the  views  of 
the  Bessemer  &  Lake  Erie.  That  carrier,  it  is  understood,  op- 
posed the  limitation  of  the  area  of  application  when  the  pro- 
posal was  first  made.  It  successfully  resisted,  in  connection 
with  the  Wheeling  &  Lake  Erie,  the  proposal  to  limit  the  reduced 
rates  so  as  to  make  them  proportionals  applicable  only  on  coal 
going  beyond  the  upper  lake  docks.  It  did  not  join  with  the 
other  carriers  in  the  request  for  short  notice  permission  to 
remove  the  limitation  but  came  along  later  asking  the  same 
privilege  that  was  granted  to  the  other  carriers. 

The  Commission,  July  27,  made  public  a  copy  of  a  circular 
letter  written ,  by  Director  Hardie  of  the  Bureau  of  Traffic, 
advising  the  shippers  of  the  removal  of  the  limitation,  as  follows: 

In  May  the  carriers  reduced  rates  on  coal  from  eastern  mines  to 
Lake  Erie  ports  when  destined  to  ports  on  Lake  Superior  and  on  the 

i  bank  of  Lake  Michigan  in  Wisconsin  28  cents  per  ton,  said  re- 
ductions being  made  effective  on  five  days'  notice  under  special  per- 

ion  secured  from  this  Commission.  No  reductions  were  made  to 
other  points  reached  by  the  lakes.  Said  special  permission  carried 
with  it  no  approval  of  the  rates  or  the  restrictions  as  to  destination 
territory. 

Comolaints  have  since  been  received  from  various  other  lake  ports 
not  covered  by  the  reduced  rates  alleging  that  discrimination  results 
because  of  the  limitations  adopted.  The  Commission  called  these 
complaints  to  the  attention  of  the  carriers,  expressing  the  view  that 

e  action  should  be  taken  to  correct  the  situation.  Several  con- 
ferences have  been  held  between  representatives  of  carriers  and  of 
inmission  in  an  effort  to  arrive  at  some  basis  of  settlement. 

I  now  take  pleasure  in  stating  that  an  agreement  has  been  reached 
under  which  the  carriers  are  filing  applications  for,  and  the  Commis- 
sion is  granting,  permission  to  establish  on  flve  days'  notice  a  revision 
of  the  reduced  rates  so  as  to  extend  their  application  to  include  all 
H<-;m  .-mil  Canadian  ports  on  Lakes  Huron.  Michigan,  Superior 
•mil  St.  ritiir,  also  the  Detroit  and  St.  Clair  rivers. 

The  extension   in  question  will  result  in  continuing  in  effect  with- 

•  li.-ume   the   reduced    rates  now  in  effect  and  bring  about  a  reduc- 


COAL  PRODUCTION  REPORT 

Tht  Traffic  World  Washington  Bureau 

"Production  of  soft  coal  failed  to  recover  after  the  inter- 
ruption caused  by  the  Fourth  of  July,"  the  Geological  Survey 
said  in  its  weekly  coal  report  under  date  of  July  23.  "The  total 
output  during  the  week  ended  July  16  IB  estimated  at  7,359,000 
net  tons,  as  against  7,658,000  tons  in  the  last  preceding  full- 
time  week.  The  average  production  per  working  day,  which 
declined  from  1,276,000  tons  in  the  week  ended  July  2  to  1,237,- 
000  in  the  week  of  Independence  Day,  dropped  now  to  1,227,000 
tons,  a  decrease  in  two  weeks  of  4  per  cent.  The  decline  was 
the  more  significant  because  in  each  of  the  four  years  preced- 
ing, the  week  following  the  Fourth  of  July  had  been  marked 
by  a  sharp  increase  in  production. 

"The  largest  elements  in  the  present  decline  are  a  falling 
off  in  the  lake  movement  and  in  exports  overseas. 

"The  following  statement,  furnished  by  the  American  Rail- 
way Association,  shows  the  number  of  cars  loaded  daily:  July 
11,  24,088;  July  12,  25,226;  July  13,  24,643;  July  14,  24,138;  July 
15,  23,602;  July  16,  16,169. 

"Preliminary  reports  for  the  week  (July  18-23)  indicate  that 
loadings  on  Monday  and  Tuesday  were  24,129  and  23,675  cars, 
respectively.  The  total — 47,804  cars — was  1,510  cars  less  than 
on  the  first  two  days  of  the  preceding  week,  indicating  a  further 
decline  in  output. 

"The  all-rail  movement  to  New  England  continued  to  decline 
during  the  second  week  in  July.  Reports  to  the  American  Rail- 
way Association  show  that  3,090  cars  of  anthracite  and  2,444 
cars  of  soft  coal  were  forwarded  over  the  Hudson,  decreases 
from  the  week  before  of  138  and  203  cars,  respectively. 

"In  comparison  with  the  corresponding  week  of  1920,  at 
which  time  new  records  for  the  rail  movement  of  bituminous 
coal  to  New  England  were  being  set,  the  week  showed  a  de- 
crease of  3,710  cars. 

"Exports  of  soft  coal  from  Hampton  Roads  declined  still 
further  during  the  second  week  of  July.  The  total  dumped  for 
foreign  account  was  323,186  net  tons,  of  which  233,548  tons 
was  cargo  and  89,638  tons  bunker.  The  total  showed  a  decrease 
from  the  preceding  week  of  50,551  tons  and  was  but  little  over 
half  the  dumpings  during  the  week  ended  July  2. 

"There  was  no  recovery  in  the  movement  of  soft  coal  from 
the  lower  lake  ports  during  the  week  ended  July  17.  The  total 
dumpings — 815,705  tons — were  19,910  tons  less  than  those  of  the 
preceding  week,  when  work  was  interrupted  by  the  Independence 
Day  holiday.  Compared  with  the  latest  full-time  week  (June 
27-July  3),  the  decrease  was  324,416  tons,  or  28  per  cent. 

"Cumulative  shipments  during  1921  stand  at  11,555,812  net 
tons,  and  exceed  the  total  for  the  corresponding  periods  in  the 
past  three  years." 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

A  concerted  effort  to  bring  about  substantial  reductions  in 
the  rates  on  iron  ore  from  producing  points  in  Minnesota,  Wis- 
consin and  Michigan  to  lake  ports  is  being  made  by  87  iron 
mining,  ore  handling,  and  iron  and  steel  companies,  which  joined 
in  the  complaint  in  No.  12071,  Adriatic  Mining  Co.  et  al.  vs. 
C.  &  N.  W.  et  al.,  hearing  on  which  was  begun  before  Examiner 
Howard  Hossmer  in  Chicago,  July  25.  It  is  alleged  that  the 
rates  charged  for  the  transportation  of  iron  ore,  carloads,  from 
mines  in  the  Mesabi,  Vermilion  and  Cuyuna  ranges  in  Minne- 
sota to  Two  Harbors  and  Duluth,  Minn.,  and  Superior,  Wis.; 
from  the  Gogebic,  Menominee  and  Marquette  ranges  in  Wis- 
consin and  Michigan  to  Ashland,  Wis.,  and  Escanaba,  Mich.; 
and  from  the  Marquette  range  to  Presque  Isle  and  Marquette, 
Mich.,  prior  and  subsequent  to  federal  control  have  been  and 
are  unreasonable  and  unduly  preferential  in  favor  of  the  United 
States  Steel  Corporation,  through  its  subsidiaries,  and  unrea- 
sonably discriminatory  against  iron  ore  as  a  commodity.  Re- 
moval of  the  discrimination  and  reasonable  rates  were  asked. 

The  rates  complained  of  are  those  fixed  by  the  Commission 
in  1915  in  the  Minnesota  and  Michigan  ore  rate  investigations 
(33  I.  C.  C.  561  and  645),  increased  under  various  orders  of  the 
Director-General  and  the  percentage  increases  authorized  by 
the  Commission.  As  the  rates  now  stand,  the  complainants 
allege  that,  in  addition  to  their  unreasonableness,  they  destroy 
relationships  of  long  standing.  The  present  rate  from  Mesabi 
Vermilion  and  Cuyuna  to  dock  at  Two  Harbors,  Duluth  and 
Superior  is  $1  per  ton  of  2,240  pounds.  The  mining  companies 
are  asking  that  this  rate  be  reduced  to  70  cents.  The  rate  from 
Gogebic  to  Ashland  and  from  Menominee  to  Escanaba  is  at 
present  $1,  increased  subsequent  to  the  filing  of  the  complaint 
to  that  figure  from  85  cents,  and  a  reduction  to  60  cents  is 
requested.  The  Marquette  range  is  split  into  two  districts  for 
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rate-making,  the  Republic  and  the  Negaunee,  the  rate  from  the 
former  being  75  cents  and  from  the  latter  65  cents,  both  to  the 
Marquette  docks.  These  rates,  the  complainants  think,  should 
be  reduced  to  50  and  45  cents,  respectively.  All  the  rates  men- 
tioned include  a  dockage  and  handling  charge  of  5  cents  per 
long  ton. 

Jean  Paul  Muller,  attorney  for  the  complaining  independent 
miners,  rested  his  side  of  the  case  on  a  series  of  25  exhibits 
prepared  to  show  the  cost  of  performing  the  transportation  serv- 
ice on  iron  ore  on  the  lines  involved.  "During  the  9%  years 
preceding  December  31,  1919,"  he  said,  "the  western  carriers 
earned  an  average  of  from  4.73  to  5.89  per  cent  on  their  book 
value.  As  a  general  thing,  the  roads  approached  that  average, 
the  only  two  striking  discrepancies  being  the  iron  ore  roads  of 
the  Northwest  and  the  so-called  southwestern  group  of  carriers. 
In  the  case  of  the  former  the  earnings  were  far  in  excess  of 
the  percentages  named  and  the  rates  were  unreasonably  high, 
while  in  the  case  of  the  latter  the  earnings  were  lower  than 
the  average  and  the  rates  unreasonably  low.  We  thus  have 
the  spectacle  of  the  iron  ore  of  the  Northwest  paying  the  trans- 
portation costs  of  the  commodities  moving  in  the  Southwest." 

Figures  for  the  9%-year  period  submitted  by  Mr.  Muller, 
showed,  he  said,  that  the  Duluth  &  Iron  Range  and  the  Duluth, 
Missabe  &  Northern,  90  per  cent  of  the  traffic  of  which  was 
iron  ore,  earned  a  total  of  $63,000,000  in  excess  of  the  6  per 
cent  described  as  reasonable  by  the  Commission.  This  in  spite 
of  the  fact  that  they  lost  money  on  their  passenger  service. 
Fifty  per  cent  of  the  iron  ore  tonnage  of  these  two  roads,  he 
said,  was  shipped  by  the  independent  miners,  and  the  United 
States  Steel  Corporation,  which  owns  the  roads,  was  therefore 
enriched  by  half  of  that  huge  sum  at  the  expense  of  the  inde- 
pendents. 

Several  operating  officials  of  mining  companies  testified  as 
to  the  similarity  of  the  conditions  of  transporting  ore  in  1920 
as  compared  with  1913.  What  little  difference  there  was,  they 
said,  in  the  nature  of  larger  cars,  improved  motive  power  and 
advanced  methods  of  loading,  was  in  favor  of  the  carriers.  No 
evidence  regarding  economic  conditions  was  put  in  by  the  com- 
plainants, it  being  the  intention  of  Mr.  Muller  to  cover  that 
phase  of  the  case,  which  usually  is  gone  into  at  the  hearing,  in 
argument  and  brief. 

It  was  tentatively  agreed,  at  the  opening  of  the  hearing, 
that  the  defense  would  be  allowed  at  least  30  days  for  exam- 
ining complainants'  exhibits  before  cross-examination  and  the 
putting  in  of  their  case.  Mr.  Muller  requested  the  presence 
of  the  tariff  officials  responsible  for  the  recent  raise  from  85 
cents  to  $1  in  the  rate  from  Gogebic  and  Menominee  to  Ashland 
and  Escanaba,  for  questioning.  He  said  the  Commission  had 
allowed  the  increase  to  become  effective  on  the  express  under- 
standing that  the  carriers  justify  it  at  this  proceeding. 

Added  to  the  issues  involved  the  first  day  of  the  hearing, 
the  Steel  &  Tube  Company  of  America,  interveners,  raised  the 
question  of  discrimination  in  the  rates  as  between  the  various 
iron  ore  producing  ranges,  in  the  second  day,  July  26.  It  was 
the  contention  of  Earnest  S.  Ballard,  counsel  for  the  interveners, 
that  the  rates  assessed  on  ore  moving  from  the  Gogebic  range  in 
Michigan  and  Wisconsin  to  ore  docks  at  Ashland,  Wis.,  over 
the  rails  of  the  C.  &  N.  W.  and  the  Soo  Line,  were  discrimi- 
natory as  compared  with  those  in  effect  from  the  Mesabi  and 
Vermilion  ranges  to  Duluth,  Two  Harbors  and  Superior,  and 
from  the  Menominee  range  to  Escanaba,  Mich. 

According  to  figures  presented  by  A.  D.  Chisholm,  general 
superintendent  of  the  Steel  &  Tube  Company's  mines,  the  average 
distance  from  the  mines  in  the  Gogebic  range  to  Ashland  over 
the  Soo  Line  was  54.09  miles,  and  over  the  North  Western,  42.30 
miles.  Distances  from  the  Minnesota  ranges  to  docks  at  Lake 
Superior  ports  averaged  from  67  to  112  miles,  he  said,  and  from 
the  Menominee  range  to  Escanaba,  Mich.,  the  average  distances 
were  from  73  to  89  miles.  He  also  contended  that  the  cost  per 
ton  for  assembling  service,  the  cost  per  ton  mile  for  the  line 
haul,  and  the  cost  per  ton  for  dockage  service  was  lower  for  the 
Gogebic  ore  than  for  that  from  the  other  ranges.  In  his  opinion, 
therefore,  it  was  discriminatory  for  the  carriers  to  assess  a  uni- 
form charge  of  $1  per  ton  on  ore  moving  from  all  of  these 
ranges  to  their  respective  ports. 

He  pointed  out  that,  while  the  geographical  advantage  of 
the  Menominee  and  Marquette  ranges  was  reflected  in  lower 
steamer  charges  for  the  crosslake  haul,  such  was  not  the  fact 
with  the  Gogebic  ore,  which  was  assessed  the  same  boat  charges 
as  the  ore  from  the  Minnesota  ranges,  which  charges  ranged 
from  25  to  44  cents  over  those  from  Escanaba. 

Robert  Hula,  assistant  traffic  manager  for  the  Steel  &  Tube 
Company,  said  his  company  mined  annually  2,000,000  tons  of 
ore,  half  of  which  was  used  in  its  blast  furnaces  at  South  Chi- 
cago and  Indiana  Harbor.  The  other  half,  he  said,  was  sold 
in  competition  with  ore  from  the  other  ranges,  and  the  products 
of  the  blast  furnaces  also  met  the  competition  of  other  similar 
establishments  at  Milwaukee,  Gary,  and  in  the  Pittsburgh 
district. 

Dock  superintendents  of  the  North  Western  at  Ashland  and 

•scanaba  were  examined  by  Mr.  Ballard   in  an  effort  to  show 

s  work  involved  at  the  former  place  to  be  less  than  at  the 


latter.  Figures  introduced  purported  to  show  that  the  North 
Western  handled  131,657  tons  of  ore  annually  for  each  of  its  52 
miles  of  track  serving  the  Gogebic  range,  while  on  each  of  the 
182  miles  serving  the  Menominee  range  it  handled  only  22  660 
tons.  It  was  also  asserted  that  the  cost  for  track  labor  and 
engine  service  at  ore  stock  piles,  an  expense  that  was  borne  by 
the  carriers  prior  to  1918,  added  3  cents  per  ton  to  the  cost  of 
shipping  ore. 

According  to  figures  submitted  by  G.  W.  Oliver,  railroad 
analyst,  on  the  third  day  of  the  hearing,  iron  ore  traffic  over 
the  C.  &  N.  W.,  between  the  Gogebic  range  and  Ashland,  Wis 
yielded  a  per  train  mile  revenue  of  $33.95  as  compared  to  the 
per  train  mile  revenue  of  all  freight  on  that  road  of  $6.95 
This  in  spite  of  the  fact  that  the  ore  traffic  had  a  density  of 
5,669,503  tons,  annually,  per  mile  of  road  and  general  freight 
traffic  a  density  of  only  1,151,986  per  mile  of  road.  His  revenue 
figures  for  a  round  trip  showed  a  return  of  $3,054.82  on  the 
average  train  of  ore  for  a  distance  of  89.98  miles,  while  on  the 
general  freight  traffic  the  return  was  $1,109.01,  for  an  average 
haul  of  159.57  miles.  Similar  results,  though  not  quite  so  ex- 
treme, were  shown  for  the  Soo  Line. 

Considering  these  figures  from  another  angle,  Mr.  Oliver 
said,  they  showed  that  the  North  Western  would  have  to  haul 
an  average  train  of  freight  506  miles  to  earn  the  same  revenue 
that  it  earned  by  hauling  a  train  of  iron  ore  less  than  90  miles 
"It  is  true,"  he  said,  "that  the  expense  for  maintenance  of  way 
fuel  and  labor  is  somewhat  higher  for  the  ore  movement,  but' 
this  difference  would  not  begin  to  cover  the  difference  in  earn- 
ings." 

Mr.  Oliver  submitted  the  cost  of  transporting  iron  ore  as 
being  substantially  that  shown  by  figures  for  the  Duluth  .Mis- 
sabe  &  Northern,  which  he  said  was  a  line  hauling  iron  ore  al- 
most to  the  exclusion  of  other  traffic.  This  showed  that  the  cost 
of  transporting  ore  was  $7.56  per  train  mile  compared  to  the 
North  Western's  average  cost  per  train  mile  on  all  traffic  of 
$4.58,  acceding  to  the  witness;  and  showed  the  operating  ex- 
pense of  ore  as  being  83  per  cent  in  excess  of  the  operating 
expense  of  other  traffic  compared  to  an  excess  in  revnue  of 
462  per  cent. 

"If  the  North  Western  were  to  receive-  a  rate  on  ore  suf- 
ficiently in  excess  of  the  average  rate  to  cover  the  difference  in 
operating  expense,"  he  said,  "their  per  train  mile  revenue  on 
this  commodity  would  be  $11.05  and  the  rate  32.5  cents  per  ton 
as  compared  to  the  present  rate  of  90  cents,  exclusive  of  dock- 
age charges." 

The  witness  said  that  although  iron  ore  pays  5.3  per  cent 
of  all  the  freight  revenue  of  the  North  Western,  it  was  only 
.6  per  cent  of  the  mileage  of  that  road  and  used  only  3  per 
cent  of  its  freight  cars.  On  the  basis  of  the  present  rate  and 
dockage  charge  of  $1  per  ton,  and  assuming  the  value  of  tne 
road  to  be  $100,000  per  mile,  the  rate  paid  yielded  a  return 
to  the  North  Western  of  76  per  cent,  he  said.  He  said  that  he 
considered  a  rate  of  50  cents  a  ton  plus  a  dockage  charge  of 
0  cents  reasonable  and  asked  that  the  Commission  prescribe  it 
for  application  on  the  haul  from  the  Gogebic  range  to  Ashland. 
Attorneys  for  the  complainants  and  interveners  joined  in 
asking  the  Commission  to  instruct  the  carriers  to  keep  an  ac- 
count of  the  moneys  collected  under  the  newly  established  $1 
rate  from  the  Gogebic  and  Menominee  ranges.  They  expressed 
the  intention  of  claiming  overcharges  in  excess  of  85  cents  in 
case  the  Commission  decided  the  rate  unreasonable.  It  was 
tentatively  decided  that  the  hearing  would  be  resumed  early 
in  October,  when  the  carriers  will  put  in  their  case. 

HEATER  SERVICE  HEARING 

In  a  statement,  made  in  the  afternoon,  July  22,  at  the  hear- 
ing on  I.  and  S.  1353,  before  Examiner  Hosmer  in  Chicago,  L.  T. 
Wilcox,  of  the  Union  Pacific,  said  that  evidence  put  in  by  the 
complainants  showed  that  the  exception  to  which  they  objected 
would  have,  if  allowed  to  become  effective,  results  which  were 
not  contemplated  when  it  was  drawn  up  by  the  carriers.  The 
exception  in  question  provided  for  the  withdrawal  of  heater 
service  on  fruits  and  vegetables  moving  into  certain  states  within 
the  heater  zone  from  origin  points  without  that  zone  and,  as 
worded,  included  shipments  from  the  East  and  Southeast. 

Mr.  Wilcox  said  that  the  exception  had  been  intended  merely 
to  affect  shipments  from  the  West  and  asked  leave  to  withdraw 
it,  submitting  in  its  stead  one  which  withdrew  the  service  only 
on  shipments  originating  in  California,  New  Mexico  and  Arizona. 
This  narrowed  the  issues  considerably  and  shortened  the  proceed- 
ings. Receivers  and  shippers  of  perishable  commodities  within  the 
zone,  however,  did  not  approve  of  the  rule,  even  as  modified. 
They  said  that  on  shipments  of  onions,  cabbage  and  deciduous 
fruits,  moving  eastbound,  over  the  northern  routes,  the  service 
would  still  be  a  necessity.  J.  F.  Wadell,  of  the  Western  Fruit 
Jobbers'  Association,  also  suggested  that  the  Commission  order 
its  retention  on  citrus  fruits,  experience  with  which  proved,  to 
his  mind,  that  considerable  frost  damage  would  result  were  the 
service  withdrawn. 

No  modification  was  made  in  the  second  exception,  which 
seeks  to  withdraw  the  service  on  shipments  of  fruits  and  vege- 
tables into  and  through  the  state  of  Illinois. 
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CHAIRMAN  CLARK  RESIGNS 

The  Traffic  H'orld   H'athinulun  It  arena 

Annoim.  -i  'iiii  in   in   ihr  White  House  late  July  22  that  Chair- 

nan  Clark.  of  the  Commission,  had  resigned  and  that  the  Presi- 

lent  had  just  sent  to  the  Senate  the  nomination  of  Frederick  I. 

•o\.  ni   \.u  .Jersey,  Republican,  to  nil  out  the  term  of  Commls- 

ior  Clark,  which  expires  December  31,  1926.  came  as  a  sur- 

prise.    Thrn>   had   been  no   intimation   that   Mr.   Clark   contem- 

plated such  action. 

It  developed  that  the  chairman  had  submitted  his  resigna- 
tion (effective  August  SI)  to  Hi.-  President  by  letter  under  date 
:>f  July  14.  The  President,  it  is  understood,  asked  that  nothing 
be  said  about  the  matter,  the  presumption  being  that  he  deslre-l 
to  fill  the  \acancy  before  it  became  known  that  Mr.  Clark  had 
resigned.  In  a  letter  to  Mr.  Clark  under  date  of  July  22  the 
President  accepted  the  resignation. 

At  Senator  Frelinghuysen's  office  it  was  said  that  the  can- 
ilidacy  of  Mr.  Cox,  the  nominee,  had  been  endorsed  by  the  sen- 
He  had  the  backing  of  the  commercial  travelers  gen- 
ily  for  the  place,  a  campaign  to  have  him  put  on  the  Com- 
mission having  been  started  when  the  recent  appointments  to 
i  lie  Commission  were  under  consideration.  He  was  selected  by 
i  IIP  President  as  a  representative  of  the  commercial  traveler 
i;roiip.  it  being  the  President's  view  that  in  making  appointments 
to  the  Commission  consideration  should  be  given  to  the  various 
business,  industrial  and  agricultural  groups  in  the  nation.  It  is 
understood  the  President  regarded  the  selection  of  Commissioner 

ipbell,  for  instance,  as  recognizing  the  agricultural  group. 
It  is  also  known  that  Commissioner  Lewis'  appointment  was  ;iue 
in  part  to  the  fact  that  he  was  a  state  commissioner  and  that  his 
appointment  was  a  recognition  of  the  state  commission  group. 

Mr.  Cox  was  born  in  Rockaway,  Morris  County,  N.  J., 
May  25,  1870.  He  has  been  identified  with  mercantile  interests 
in  New  York  City  for  many  years.  He  started  in  the  dry 
goods  business  as  a  clerk  in  a  store  in  Dover,  N.  J.,  when 
he  was  sixteen  years  old,  and  in  1890  he  took  employment 
with  Belding  Brothers  &  Co.,  silk  manufacturers,  and  has  been 
connected  with  that  firm  since.  He  is  said  to  be  an  expert  on 
silk  production  and  has  lectured  in  the  interests  of  pure  fabric 
silk  before  schools,  colleges  and  social  organizations.  He  was 
a  member  of  the  executive  committee  of  the  Intel-national  Silk 
Convention  held  in  New  York  City  recently.  He  is  president 
of  the  National  Silk  Travelers'  Association.  He  has  traveled 
widely  in  the  United  States  as  a  representative  of  his  firm. 
His  home  is  in  East  Orange,  N.  J. 

Immediately  following  news  of  the  resignation  of  Chairman 
i  'lark  there  was  speculation  as  to  why  he  had  resigned,  espe- 
cially in  view  of  the  fact  that  he  had  just  been  re-elected  chair- 
man for  another  year.  This  speculation  went  so  far  as  to  ac- 
count for  the  resignation  on  the  ground  that  the  chairman  quit 
because  of  differences  with  the  Harding  administration  in  the 
matter  of  rate  reductions. 

When  these  speculations  were  brought  to  the  attention  of 
Chairman  Clark  July  23  he  said  there  was  no  foundation  or  war- 
rant for  attributing  his  action  in  resigning  to  "any  differences 
of  any  kind  with  anybody."  He  said  he  had  had  under  con- 
sideration for  several  years  the  urgent  necessity  of  laying  down 
his  work  as  a  member  of  the  Commission,  and  that  his  resigna- 
tion was  submitted  just  at  this  time  because  he  had  reached  the 
conclusion  that  it  was  the  proper  time  for  him  to  make  the 
change. 

He  will  be  associated  in  the  practice  of  law  with  Wilbur 
LaRoe,  Jr.,  formerly  chief  examiner,  who  has  been  practicing 
law  in  Washington  nearly  a  year.  The  explanation  of  the  cir- 
cumstances leading  up  to  the  resignation  is  given  as  follows: 

Mr.  LaRoe  approached  the  retiring  chairman  on  the  sub- 
ject of  an  association  in  the  practice  of  the  law  more  than  a 
month  ago.  They  had  a  frank  talk  about  the  matter  and  Mr. 
Clark  arrived  at  the  conclusion  that,  after  thirty  years  of  public 
work,  it  would  not  be  unseemly  for  him  to  do  something  for  his 
family  when  it  seemed  so  obvious  that  association  with  Mr. 
LaRoe  was  likely  to  result  favorably.  The  suggestion  of  such 
an  association  was  made  after  Mr.  Clark  had  given  some  atten- 
tion to  suggestions  of  retiring  and  after  the  arrangement  for 
r.  Clark  to  succeed  himself  in  the  chairmanship  had  been  made. 
Mr.  LaRoe  was  surprised,  in  view  of  what  he  knew  had  been 
passing  in  the  mind  of  Mr.  Clark,  that  there  should  be  reports 
if  disagreement  or  friction  between  the  retiring  chairman  and 
the  President.  He  knew  that  when  he  broached  the  subject  to 
Mr.  Clark,  the  latter  had  no  definite  thought  of  retirement. 
There  was  no  time  between  that  talk  and  the  tender  of  the 
resignation,  it  is  pointed  out,  for  any  change  in  the  relations 
,  between  President  Harding  and  Mr.  Clark. 

Mr.  Clark's  letter  of  resignation  follows: 

f  fnCrU!TrtStuncfs  And  con?''lons  aftectinK  my  welfare  and  interests 

.,     or£  me,h°  ^e,.conv  'ctlon.  not  hastily  arrived  at.  that  I  cannot 

tor  m  the  duties  attaching  to  my  position  as  Interstate  Com- 

i','  ,"    (  Th'T8;01"?'     '  ihf~r.ff0^  resM'ctfully  tender  this  my  resipna- 

Ausust  :'<]  I    1921 


The  President's  reply,  dated  July  22,  follows 

Ij.-iviriiuc  tn  your  letter  of  July  14,  definite  answi-r  to  which  I 
him-  ilrfriTril,  I  inn  now  wrltlnK  to  Bay  that  I  will  IM.-.-I  your  wishes 
In  the  matter  of  your  resignation  and  accept  the  name  to  he  effective 
upon  tin-  iiualitli  ntlon  of  your  successor.  I  am  today  making  th.- 
nomination  of  your  successor  and  I  assume  that  It  will  not  be  lonir 
until  you  can  he  relieved  from  official  dutleK.  I  would  not  be  true  to 
myself  or  properly  express  what  I  know  to  he  a  well  founded  senti- 
ment if  I  did  not  take  this  occasion  to  thank  you  very  sincerely  for 
the  signally  helpful  and  faithful  services  which  you  have  rendered  to 
the  government  In  the  Important  position  In  which  you  have  so  Ion* 
served. 

I  beg  to  wish  you  the  most  notable  success  In  your  return  to 
private  pursuits. 

Under  the  rule  of  seniority,  which  was  waived  when  Mr. 
Clark  was  re-elected  chairman  June  30  for  another  year,  Com- 
missioner McChord  would  have  become  chairman.  He  may  be 
selected  as  chairman  to  succeed  Clark. 

Commissioner  Clark  was  appointed  to  the  Commission  in 
1906  by  President  Roosevelt  for  the  term  ending  December  31, 
1912.  He  was  reappointed  by  President  Taft  in  December,  1912, 
but  approval  by  the  Senate  was  withheld.  In  March,  1913,  he 
was  nominated  by  President  Wilson  and  confirmed,  and  reap- 
pointed and  confirmed  In  1919  for  the  term  ending  December 
31,  1926.  In  March,  1913,  he  was  selected  as  chairman  of  the 
Commission  for  one  year.  In  March,  1920,  he  was  made  chair- 
man for  the  period  ending  June  30,  1921,  and  on  that  date  was 
re-elected  for  another  year.  Before  becoming  a  member  of  the 
Commission  he  was  Grand  Conductor  of  the  Order  of  Railway 
Conductors.  He  was  a  member  of  the  anthracite  coal  arbitration 
committee  in  1902. 

The  nomination  of  Mr.  Cox  to  be  a  member  of  the  Com- 
mission probably  will  not  be  acted  on  for  several  weeks  at 
least.  It  has  been  referred  to  the  Senate  interstate  commerce 
committee,  and  Senator  Cummins,  its  chairman,  is  out  of  the 
city.  It  is  not  believed  that  the  committee  will  act  on  the 
nomination  much  before  August  31,  the  effective  date  of  Chair- 
man Clark's  resignation. 


.  - 

y°"  consistent    to    accept,    effective 


HAS   AITCHISON   RESIGNED? 

The  Traffic  H'orld  Washington  Bureau 

A  rumor  that  traveled  through  channels  composed  of  respon- 
sible men  reached  the  Commission's  offices  July  26  that  Com- 
missioner'Aitchison  had  tendered  or  soon  would  tender  his 
time,  but  in  Portland,  Ore.  Even  had  be  been  in  Washington  and 
had  there  been  foundations  for  the  report,  he  probably  would  not 
have  confirmed  it  because,  if  he  had  tendered  his  resignation, 
President  Harding  would  have  asked  him  to  preserve  the  secret 
so  as  to  enable  the  President  to  find  his  successor,  without  aid 
from  volunteers.  President  Harding  held  Chairman  Clark's 
resignation  confidential  for  more  than  a  week  while  he  was 
selecting  Frederick  I.  Cox  to  be  his  successor.  Commissioner 
Aitchison's  term  of  office  will  expire  December  31,  this  year. 
Commissioner  Hall's  term  will  expire  at  the  same  time. 

Ever  since  the  appointment  of  Commissioner  Campbell, 
those  who  think  themselves  politically  wise  have  had  a  con- 
viction' that  Commissioner  Aitchison  would  not  be  re-appointed. 
It  was  assumed  that  President  Harding  would  not  disregard  the 
supposed  political  significance  in  the  fact  that  Washington  and 
Oregon  lie  beside  each  other  and  are  in  what  is  known,  for  rate- 
making  purposes,  as  the  Pacific  north  coast,  although,  as  a  matter 
of  fact,  only  those  parts  of  those  states  west  of  the  Cascades  are 
in  the  north  coast  group;  and  that  between  Portland,  Aitchi- 
son's home  city,  and  Spokane,  the  home  city  of  Commissioner 
Campbell,  there  is  no  more  rate  sympathy  than  there  is  political 
sympathy  between  Dublin  and  Ulster. 

Within  a  year  from  his  inauguration,  President  Harding  will 
have  had  an  opportunity  to  appoint  more  than  a  majority  of  the 
Commissioners.  When  Chairman  Clark  resigned,  the  Harding 
opportunity  had  covered  five  of  the  eleven  commissionerships. 
Expiration  of  the  terms  of  Aitchison  and  Hall  will  have  in- 
creased that  to  seven. 

No  president  ever  had  an  opportunity  to  appoint  so  many 
members  in  such  a  short  period,  not  even  Grover  Cleveland, 
who  nominated  the  five  that  composed  the  original  Commission. 

Speculation  has  been  busy  with  the  names  of  both  Hall  and 
Aitchison  ever  since  the  nomination  of  Commissioner  Camp- 
bell. Hall  is  from  Colorado  and,  in  rate  matters,  assuming  that 
his  views  would  necessarily  be  the  same  as  those  persons  in 
Colorado  who  think  the  fourth  section  has  been  worked  to  the 
detriment  of  the  intermediate  territory,  his  views  would  be  the 
same  as  those  Commissioner  Campbell  held  while  he  was  attor- 
ney for  Spokane.  Fine  distinctions  about  rates  caused  by  the 
administration  of  the  fourth  section,  however,  are  not  supposed 
to  mean  much  to  President  Harding  or  those  who  regard  them- 
selves as  political  Solomons.  All  the  latter  can  see  is  that  the 
Rocky  Mountain  country  has  three  members  on  the  Commis- 
sion—Hall, Aitchison  and  Campbell.  Therefore,  the  political 
"dope"  is  that  Aitchison  and  Hall  will  not  be  invited  to  remain. 

Reports  about  Aitchison  resigning  may  be  based  on  the  as- 
sumption that  he  thinks  the  political  Solomons  are  really  wise 
and  that  it  behooves  him  to  make  arrangements  for  returning 
to  the  practice  of  the  law,  before  the  expiration  of  his  term  of 
office.  He  was  the  attorney  for  the  National  Association  of 
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Railway  and  Public  Utility  Commissioners  in  valuation  mat- 
ters before  the  Interstate  Commerce  Commission  when  President 
Wilson  sent  his  name  to  the  Senate.  Prior  to  that  he  had  been 
a  member  of  the  Washington  commission,  as  such  administering 
the  statute  which,  in  a  broad  way  of  speaking,  he  had  drafted. 
He  resigned  from  that  body  to  represent  the  national  associa- 
tion, so  that  if  he  has  resigned  or  decides  to  quit  office  before 
the  end  of  his  term,  he  will  have  had  experience  enough  with 
valuation  and  regulatory  work  to  warrant  a  suspicion  that  they 
are  the  branches  of  the  law  to  which  he  will  devote  his  at- 
tention. 

Political  thought,  based  on  President  Harding's  prior  ap- 
pointments, runs  to  the  effect  that  he  will  consider  what  best 
political  effect  can  result  from  the  appointments,  rather  than 
the  supposed  expertness  of  the  appointees. 


Aitchison    Denies    It 

The  Traffic  World,  the  night  of  July  28,  wired  Commissioner 
Aitchison  at  Portland,  Ore.,  telling  him  it  was  reported  that 
he  had  resigned  or  was  about  to  resign  from  the  Commission, 
and  asking  him  to  reply  to  the  report.  In  response  to  thai 
inquiry,  or  possibly  before  it  had  been  received,  Mr.  Aitchison, 
July  29,  wired  The  Traffic  World  as  follows: 

"Understand  The  Daily  Traffic  World  published  yesterday 
statement  indicating  I  had  resigned.  This  is  incorrect  and  am 
surprised  if  such  statement  was  made.  Will  be  pleased  to  be 
advised  as  to  basis.  Do  not  think  I  should  be  called  on  to  deny 
every  canard  started  this  hot  weather." 


INCREASE  IN  CAR  SURPLUS 

The  Traffic  World  Washington  Bureau 

Due  principally  to  a  reduction  in  the  demand  for  coal  cars 
in  the  eastern  district,  an  increase  of  2,525  in  the  number  of 
surplus  cars  during  the  seven-day  period  which  ended  July  15 
was  shown  by  reports  received  by  the  car  service  division  of 
the  American  Railway  Association.  The  total  number  of  sur- 
plus cars  on  that  day  was  372,050  compared  with  369,525  on 
July  8. 

Surplus  coal  cars  on  the  latter  date  numbered  173,617,  which 
was  an  increase  of  12,011  within  a  week,  while  surplus  box  cars 
totaled  135,633  compared  with  145,112  cars  on  July  8  or  a  de- 
crease of  9,479  within  that  period.  This  increase  was  due  largely 
to  the  increased  demand  for  grain  cars  in  the  wheat  sections. 

Reports  showed  a  decrease  of  nearly  300  stock  cars  in  the 
seven-day  period  to  a  total  of  16,925,  while  miscellaneous  cars 
dropped  off  133  to  a  total  of  8,566.  The  number  of  surplus  coks 
cars  remained  virtually  unchanged. 

In  addition  to  the  372,050  surplus  cars,  reports  just  re- 
ceived by  the  car  service  division  show  that  on  July  1  there 
were  also  354,611  freight  cars  out  of  repair  or  15.4  per  cent 
of  the  cars  on  line.  On  June  15,  there  were  346,861  bad  order 
cars  or  15.1  per  cent  of  the  cars  on  line. 

The  average  daily  surplus  of  freight  cars  in  the  period 
July  8-15  was  made  up  of  the  following  classes  of  equipment: 
Box,  122,221;  ventilated  box,  5,321;  auto  and  furniture,  9,091; 
flat,  13,686;  gondola,  119,275;  hopper,  54,342;  all  coal,  173,617; 
coke,  11,688;  S.  D.  stock,  16,081;  D.  D.  stock,  844;  refrigerator, 
11,139;  tank,  796;  miscellaneous,  8,566. 

The  average  daily  shortage  was  higher  in  the  period  July 
8-15  than  at  any  time  in  several  months — 1,263  cars.  In  the 
preceding  week  it  was  398  cars.  The  shortage  was  made  up 
of  the  following  classes  of  equipment:  Box,  1,054;  flat,  23; 
gondola,  3;  hopper,  7;  S.  D.  stock,  151;  D.  D.  stock,  25. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

Loading  of  revenue  freight  totaled  776,252  cars  for  the  week 
ended  July  16,  according  to  reports  received  by  the  car  serv- 
ice division  of  the  American  Railway  Association.  This  was 
an  increase  of  136,554  cars  over  the  preceding  week  when,  how- 
ever, the  observance  of  Fourth  of  July  resulted  in  a  drop  in  the 
total. 

Comparisons  show  that  the  total  for  the  week  of  July  16 
was  166,599  cars  less  than  were  loaded  during  the  correspond- 
ing week  in  1920  and  126,044  less  than  were  loaded  during  the 
corresponding  week  in  1919,  but  it  was  approximately  '1,400 
cars  more  than  were  loaded  during  the  week  which  ended  on 
July  2  last  and  which  consisted  of  six  full  working  days. 

With  the  exception  of  coke,  increases  were  reported  in  the 
loading  of  all  commodities  during  the  week  of  July  16  compared 
with  the  previous  week.  The  largest  increase  was  in  the  load- 
ing of  merchandise  and  miscellaneous  freight,  which  includes 
manufactured  products.  This  totaled  463,085  cars,  or  an  in- 
crease of  73,298  cars  over  the  week  before,  but  65,000  less  than 
during  the  corresponding  week  last  year. 

Coal  loadings  totaled  152,116,  which  was  an  increase  of 
25,785  cars  over  the  previous  week.  It  was,  however,  approxi- 
mately 55,000  cars  under  the  total  for  the  corresponding  week 
in  1920  and  36,600  cars  below  the  total  for  the  corresponding 
week  of  1919. 


A  gain  of  18,976  cars  in  the  number  loaded  with  grain  and 
grain  products  over  the  previous  week  was  shown  by  reports, 
bringing  the  total  for  the  week  to  56,991  cars. 

Loading  of  forest  products  during  the  week  reached  44,037 
cars  or  an  increase  of  9,681  cars  over  the  preceding  week,  while 
there  was  a  gain  of  5,172  in  the  number  of  cars  loaded  with 
ore,  thus  bringing  the  total  for  the  week  to  31,484.  Reports 
showed  24,802  cars  loaded  with  live  stock,  which  was  an  in- 
crease of  3,7o5  cars  over  the  week  before,  while  coke  loadings 
totaled  3,737  cars  or  a  decrease  of  93  cars  compared  with  the 
week  of  July  9. 

With  the  exception  of  grain  and  grain  products  the  total 
loading  for  each  class  of  commodities  during  the  week  of  July 
16  was  less  than  during  the  corresponding  week  in  1920. 

Compared  by  districts,  increases  were  reported  in  all  over 
the  week  before. 

Revenue  freight  loading  by  districts  in  the  week  ended 
July  16  and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,430  and  5  927'  live 
stock,  2,668  and  2,609;  coal,  41,926  and  58,164;  coke,  810  and  2  760- 
forest  products,  4,441  and  8,771;  ore,  1,775  and  8,863;  merchandise 
L.  C.  L,.,  55,894  and  34,685;  miscellaneous,  71,172  and  106,487"  total 
1921,  188,116;  1920,  228,266:  1919,  219,296. 

Allegheny  district:  Grain  and  grain  products,  4,004  and  2130' 
live  stock,  2,888  and  2,716;  coal,  45,428  and  59,228;  coke,  1,850  and 
5,818;  forest  products,  2,537  and  3,154;  ore,  7,073  and  10,347;  merchan- 
dise, L.  C.  L.,  41,825  and  38.263:  miscellaneous,  49,934  and  70  426- 
total,  1921,  155,539;  1920,  192,082;  1919,  189,811. 

Pocahontas  district:  Grain  and  grain  products,  254  and  156'  live 
stock,  222  and  146;  coal,  20,299  and  2.1,931;  coke,  30  and  743-  forest 
products,  1,394  and  1,986;  ore,  23  and  220:  merchandise,  L.  C.  L  2603 
and  3,099;  miscellaneous,  4,782  and  6,337;  total,  1921,  29,607;  1920 
34,618;  1919,  36,634. 

Southern  district:  Grain  and  grain  products,  4,167  and  2841- 
live  stock,  2,083  and  2,293;  coal,  19,586  and  26,777;  coke,  238  and'515: 
forest  products,  13,959  and  16,268;  ore,  268  and  3,235:  merchandise' 
L.  C.  L,.,  34,019  and  31,459;  miscellaneous,  35,249  and  45  739-  total 
1921,  109,589;  1920,  129,127;  1919,  116,723. 

Northwestern  district:  Grain  and  grain  products,  9,096  and  8  022- 
live  stock,  6,609  and  7,300:  coal.  6,456  and  11,470;  coke,  493  and  1.301- 
forest  products,  11,006  and  13,582:  ore,  20,955  and  49,756;  merchandise' 
L.  C.  L,.,  27,  868  and  22,554;  miscellaneous,  34,269  and  53719-  total' 
1921,  116,752;  1920,  168,504;  1919,  161.476. 

Central  Western  district:  Grain  and  grain  products,  20  447  and 
9,611;  live  stock.  8,184  and  8,660;  coal,  14,233  and  23,455:  coke,  169  and 
430;  forest  products,  4,732  and  5,775:  ore,  576  and  5,122;  merchandise 
L.  C.  L..,  30,681  and  33.654;  miscellaneous,  35,299  and  40554-  total 
1921,  114,321;  1920,  127,261;  1919,  115,241. 

Southwestern  district:  Grain  and  grain  products,  9,593  and  4484- 
live  stock,  2,148  and  2,919:  coal,  4,188  and  6,400;  coke  147  and  'l01: 
forest  products,  5,968  and  7,264;  ore,  794  and  679;  merchandise  L,  c' 
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Total,    all    roads:     Grain    and    grain    products,    56,991    and    33967- 
«f?°5k'  24'802  and  26'643:  coa).  152,116  and  207,425;  coke,  3.737  and 
11,668:   forest  products,   44.037  and  56,800;  ore  31.484  and  78.222:   mer- 
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L.   O.   L.   merchandise   loading  figures   for   1921   and   1920   are   not 
comparable    as    some    roads    are    not    able    to    separate  their  L,.  C    I 
freight  and  miscellaneous  of  1920.    Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison. 


HEAVY  GRAIN  MOVEMENT 

"Movement  of  grain  and  grain  products  on  the  railroads  of 
the  United  States  is  now  the  heaviest  of  any  time  within  the 
past  three  years  despite  the  fact  that  freight  rates  are  now 
higher  than  they  formerly  were,  according  to  reports  just  re- 
ceived by  the  car  service  division  of  the  American  Railway  As- 
sociation," says  a  statement  issued  by  the  Association  of  Railway 
Executives. 

"Tabulations  show  that  for  the  weeks  from  June  4  to  July 
16,  inclusive,  297,881  cars  were  loaded  with  grain  and  grain 
products.  This  was  67,403  cars  more  than  were  loaded  during 
the  corresponding  period  in  1920  and  70,043  cars  in  excess  of 
the  total  for  the  corresponding  period  in  1919. 

"During  the  week  which  ended  on  July  16,  according  to  re- 
ports received  by  the  car  service  division,  56,991  cars  were 
loaded  with  grain  and  grain  products,  which  was  an  increase 
of  approximately  19,000  over  the  preceding  week.  During  the 
corresponding  week  in  1920,  the  total  was  only  33,967  and  during 
the  corresponding  week  in  1919  it  was  45,466  cars. 

"The  big  increase  in  the  movement  of  grain  over  the  pre- 
ceding years  has  resulted  in  some  difficulty  being  experienced 
at  such  points  as  Galveston  and  Chicago  in  the  handling  by  the 
elevators  of  the  increased  volume,  but,  through  the  co-operation 
of  the  grain  concerns  and  the  railroads,  which  were  represented 
by  the  car  service  division,  the  situation  is  being  cleared.  At 
Galveston  it  was  necessary  to  place  embargoes  against  certain 
elevators,  but  these  have  since  been  lifted  except  by  one  road. 
Reports  on  Monday  showed  3,061  cars  of  grain  standing  at  Gal- 
veston and  8,000  cars  at  Chicago. 

"Reports  received  by  the  car  service  division  show  that  75 
per  cent  of  the  Texas  crop,  which  will  move  through  Galveston 
for  export,  has  already  been  loaded." 


FREIGHT   TRAIN    PERFORMANCE 

Car-miles  per  day  increased  from  20.6  in  April  to  21.3  in 
May  and  tons  per  car  increased  from  26.9  in  April  to  27.8  in 
May,  according  to  a  summary  on  freight  train  performance 
issued  by  the  Bureau  of  Railway  Economics.  The  per  cent  of 
loaded  car-miles  to  total  car-miles  dropped  from  63.9  in  April 
to  63.5  in  May. 
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HARDING   PLAN   FOR   RAILROAD   CASH 

The  Traffic  fCorM   H'uj/iinyfcn  Bureau 

1'ivsidrnt  Harding,  in  a  message  to  Congress,  July  26,  asked 
for  legislation  enabling  the  War  Finance  Corporation  to  pur- 
rhasi'  1 1 din  Hie  Railroad  Administration  railroad  funding  securi- 
ties and  thus  provide  the  Railroad  Administration  with  funds 
to  make  scttlrim  nts  with  the  railroads.  The  President  said  per- 
haps $500,000,000  would  be  needed  by  the  Railroad  Administra- 
tion but  that  under  the  plan  proposed  there  was  no  need  of 

for  additional  appropriations.     The  message  follows: 
it  is  nt'dssary  to  call  the  attention  of  Congress  to  the  obli- 
gations of  tln>  government  to  the  railroads,  and  ask  your  cc-opera- 
111  order  to  enable  the  government  to  discharge  these  obli- 

"iis.  There  is  nothing  new  about  them,  but  only  recently 
has  there  come  an  understanding  which  seems  well  to  justify 
a  sincere  endeavor  to  effect  an  early  settlement.  These  obliga- 
tions already  have  been  recognized  by  the  Congress,  in  the 
passage  of  the  transportation  act  restoring  the  railroads  to  their 
owners,  but  previous  recognition  was  made  in  the  contract  under 
which  the  railroads  were  operated  by  the  government  for  the 
period  of  the  World  War. 

"The  contract  covering  operation  provided  that  the  railways 
should  be  returned  to  their  owners  in  as  good  condition  as  when 
taken  over  by  the  government,  and  the  transportation  act,  recog- 
nizing that  betterments  and  additions  belong  to  capital  account, 
provided  that  such  sums  as  the  railway  companies  owed  the 
government  for  betterments  and  new  equipment,  added  during 
the  period  of  government  operation,  might  be  funded.  There 
has  been,  at  no  time,  any  question  about  the  justice  of  funding 
indebtedness  to  the  government.  Indeed,  it  has  been  in 
progress  to  a  measurable  degree  ever  since  the  return  of  the  rail- 
roads to  their  owners.  It  has  been  limited,  however,  to  such 
cases  as  those  in  which  final  settlements  with  the  railway  ad- 
ministration have  been  effected.  The  process  is  admittedly  too 
slow  to  meet  the  difficult  situation  which  the  owners  of  the  rail- 
roads have  been  facing,  and  I  believe  it  essential  to  restore  rail- 
way activities  and  essential  to  the  country's  good  fortune  to 
hasten  both  funding  and  settlement. 

"Quite  apart  from  the  large  sums  owing  to  the  government, 
which  we  are  morally  and  legally  bound  to  fund,  the  govern- 
ment admittedly  owes  the  railway  companies  large  sums  on 
various  accounts  such  as  compensation,  depreciation  and  mainte- 
nance. There  has  been  a  wide  difference  of  opinion  relating  to 
the  amount  the  government  owes,  due  in  the  main  to  the  claim 
of  the  owners  that  in  spite  of  materials  and  hours  of  labor  being 
estimated  in  proper  relations  to  similar  expenditure  in  the  pre- 
war test  period,  the  'inefficiency  of  labor"  still  left  a  wide  differ- 
ence between  actual  up-keep  and  the  expenditure  made  during 
the  government  operation. 

"In  order  to  expedite  settlement  and  funding  an  informal 
understanding,  which  is  all  that  is  possible  or  practical,  has 
been  reached,  under  which  the  railway  claims  based  on  the  'in- 
efficiency of  labor'  are  to  be  waived  to  hasten  complete  and  final 
settlements,  without  surrender  of  any  rights  in  court  in  case 
there  is  failure  to  settle.  I  have  no  doubt  that  early,  final  and 
satisfactory  settlements  will  be  reached,  since  the  policy  of  the 
railway  administration  already  has  been  effective  in  finally 
settling  the  accounts  of  roads  filing  claims  amounting  to  $225,- 
568,764,  resulting  in  the  payment  to  them  of  $68,141,222. 

"The  way  now  would  seem  to  be  clear  to  very  early  adjust- 
ment and  relief,  except  for  the  fact  that  the  railway  administra- 
tion though  possessing  assets,  does  not  command  the  funds  neces- 
sary to  meet  what  will  be  its  admitted  obligations. 

"There  is  no  thought  to  ask  Congress  for  additional  funds. 
Perhaps  $500,000,000  will  be  necessary.  The  railroad  administra- 
tion has,  or  will  have  in  the  progress  of  funding,  ample  securi- 
ties to  meet  all  requirements  if  Congress  only  will  grant  the 
authority  to  negotiate  these  securities  and  provide  the  agency 
for  their  negotiation. 

"With  this  end  in  view  you  are  asked  to  extend  the  au- 
thority of  the  War  Finance  Corporation  so  that  it  may  purchase 
these  railway  funding  securities  accepted  by  the  Director-General 
of  Railroads.  No  added  expense,  no  added  investment  is  required 
on  the  part  of  the  government,  there  is  no  added  liability,  no 
added  tax  burden.  It  is  merely  the  grant  of  authority  necessary 
1o  enable  a  most  useful  and  efficient  government  agency  to  use 
its  available  funds  to  purchase  securities  for  which  Congress 
already  has  authorized  the  issue,  and  turn  them  into  the  chan- 
nels of  finance  ready  to  float  them. 

"I  can  readily  believe  that  so  simple  a  remedy  will  have 
your  prompt  sanction.  The  question  of  our  obligation  can  not 
be  raised,  the  wisdom  of  affording  early  relief  Is  not  to  be 
doubted,  and  the  avoidance  of  added  appropriation  or  liability 
will  appeal  to  Congress  and  the  public  alike. 

"The  after-war  distresses  of  two  great  and  fundamental  ac- 
tivities have  been  riveting  the  anxious  attention  of  the  country. 
One  is  the  readjustment  and  restoration  of  agriculture,  the  other 
is  the  distress  of  our  railway  transportation  system. 

"Pending  proposals  for  relief  and  their  discussion  have  al- 
ready brought  to  the  attention  of  Congress  the  very  promising 
possibilities  of  broadening  the  powers  of  the  War  Finance  Cor- 
poration for  the  further  relief  of  agriculture  and  live  stock  pro- 


duction. This  corporation  has  proven  it«elf  BO  helpful  In  the  re- 
lief tluiH  far  undertaken,  that  I  can  not  help  but  believe  that  its 
broadened  powers,  as  have  been  proposed,  to  meet  agricultural 
needs,  will  enable  it  wholly  to  meet  the  nation-wide  emergency. 
This  Is  an  Impelling  moral  obligation  to  American  farming  in 
all  its  larger  aspects,  and  it  will  be  most  gratifying  to  have  your 
early  sanction. 

"In  the  case  of  the  railroads  there  is  a  moral  and  a  con- 
tractural  obligation,  and  your  favorable  action  Is  no  less  urgent, 
and  will  no  less  appeal  to  public  approval.  Railway  solvency  and 
efficiency  are  essential  to  our  healthful  industrial,  commercial 
and  agricultural  life.  Everything  hinges  on  transportation. 

"After  necessary  and  drastic  curtailments,  after  harrowing 
straits  in  meeting  their  financial  difficulties,  the  railways  need 
only  this  financial  aid  which  the  fulfillment  of  our  obligations 
will  bestow,  to  inaugurate  their  far-reaching  revival.  Its  effects 
will  be  felt  in  varied  industries,  and  will  banish  to  a  large  degree 
the  depression  which,  though  inevitable  in  war's  aftermath,  we 
are  all  so  anxious  to  see  ended. 

"I  am  appending  herewith  memoranda  concerning  the  prog- 
ress of  railroad  liquidation  and  revealing  existing  conditions 
which  Congress  will  be  interested  to  note,  while  considering  the 
simple  remedy  proposed  for  the  relief  of  the  situation.  The  in- 
formation is  submitted  by  the  Director-General  of  the  Railroads." 

Memoranda  from    Davis 

The  memoranda  from  Director  General  Davis  follows: 

"The  total  number  of  Federal  controlled  carriers,  including 
subsidiary  companies,  was  425.  The  mileage  of  the  Federal  con- 
trolled roads  was  239,009. 

"The  number  of  claims  on  final  settlement  filed  with  the 
Director-General  up  to  July  15,  1921,  was  184,  the  aggregate 
amount  claimed  being  $758,032,235.  The  mileage  of  the  roads 
that  have  filed  their  claims  aggregates  167,070. 

"The  amount  of  claims  settled  by  the  Director-General  up  to 
and  including  July  15,  1921,  aggregated  $225,568,764.  These  set- 
tlements represent  some  43  per  cent  in  number  of  the  claims 
actually  filed.  The  total  amount  paid  in  settlement  was  $68,- 
141,227. 

"The  largest  single  disputed  item  in  final  settlement  is  the 
claim  for  undermaintenance  of  way  and  structures  and  equip- 
ment. The  undermaintenance  claims  represent  more  than  fifty 
per  cent  of  the  total  amount  of ;  claims  filed.  Included  in  these 
claims  for  undermaintenance  is  the  much  discussed  claim  vari- 
ously described  as  'inefficiency  of  labor,'  'ineffectiveness  of  labor,' 
or  'the  difference  in  the  cost  of  applied  material  as  between  the 
test  and  Federal  control  periods,'  this  item  representing  some 
70  per  cent  or  75  per  cent  of  the  total  undermaintenance  claims. 

"Claims  for  inefficiency  of  labor  have  not  been  allowed  by 
the  Railroad  Administration,  not  only,  as  contended  by  the  Rail- 
road Administration,  because  such  claims  are  not  contemplated 
by  the  standard  contract,  but  they  are  of  a  too  highly  indefinite, 
speculative  and  contingent  character  to  warrant  consideration. 

"In  addition  to  the  claims  on  final  settlement,  covering  the 
various  items  of  dispute  between  the  carriers  and  the  adminis- 
tration, there  are  innumerable  claims  for  loss  and  damage  in  the 
transportation  of  freight,  fire  and  personal  injury  cases,  and 
reparation  claims  growing  out  of  freight  rate  controversies. 
These  claims  are  being  rapidly  disposed  of,  and  within  a  rea- 
sonable time  the  adjustment  of  same  should  be  completed. 

"During  the  period  of  Federal  control  there  was  expended  by 
the  Railroad  Administration,  on  behalf  of  the  carriers,  some 
$1,144,000,000  in  additions  and  betterments,  properly  chargeable 
to  capital  account.  Of  this  sum  an  excess  of  $381,000,000  was 
used  in  the  purchase  of  additional  equipment,  consisting  of 
100,000  box  cars  and  2,000  locomotivves,  and  the  expenditure  for 
this  equipment  has  been  taken  care  of  in  equipment  trust  cer- 
tificates now  held  by  the  Railroad  Administration.  This  leaves 
about  $763,000,000  of  additions  and  betterments  which,  if  not 
funded,  must  be  deducted  from  the  amount  due  from  the  Rail- 
road Administration  to  the  carriers  in  final  settlement.  An  ex- 
tension of  the  time  in  which  these  addition  and  betterment  obli- 
gations could  be  paid  to  such  carriers  as  could  give  reasonable 
and  satisfactory  security  would  enable  the  carriers  receiving  this 
extension  to  expend  this  amount  of  money  in  the  much  needed 
rehabilitation  of  their  cars  and  locomotives,  and  apply  the  usual 
and  necessary  maintenance  upon  their  way  and  structures,  so 
that  the  national  system  of  transportation  could  be  equipped  dur- 
ing the  coming  fall  and  winter  to  promptly  and  effectively  per- 
form its  duty  to  the  public  in  the  way  of  prompt  and  efficient 
transportation. 

"Difference  between  normal  and  present  number  and  per- 
centage of  bad  order  freight  cars  and  locomotives:  The  per- 
centage of  bad  order  freight  cars  has  not  been  below  5.0  per  cent 
at  any  time  during  the  past  five  years.  During  the  year  1917  it 
ranged  between  5.2  and  6.0  per  cent.  While  there  is  no  general 
agreement  as  to  what  the  normal  percentage  should  be,  it  seems 
to  be  generally  accepted  at  from  5  to  6  per  cent.  The  percentage 
of  bad-order  cars  on  July  1,  1921,  was  15.6  per  cent,  or  about  10 
per  cent  above  normal.  The  total  number  of  freight  cars  in 
service  at  the  present  time  is  about  2,400,000,  and  10  per  cent 
of  that  number  would  be  240,000,  which  represents  the  excess, 
or  abnormal,  bad-order  condition  of  freight  cars  today. 
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"The  normal  percentage  of  bad  order  locomotives  is  under- 
stood to  be  10  per  cent.  The  percentage  of  bad-order  locomotives 
on  July  1  was  23.9  per  cent,  or  14  per  cent  above  normal.  The 
total  number  of  freight  and  passenger  locomotives  (exclusive  of 
switching)  is  about  50,000,  and  14  per  cent  of  this  would  be  7,000 
locomotives,  which  represents  the  abnormal  bad-order  condition 
of  locomotives  at  the  present  time. 

"Deferred  Maintenance:  The  amount  of  deferred  mainte- 
nance at  the  present  time  has  been  conservatively  estimated  at 
$400,000,000,  of  which  $200,000,000  represents  maintenance  of 
way  and  $200,000,000  maintenance  of  equipment.  That  is,  these 
are  the  amounts  which  should  be  expended  on  the  railway 
properties  to  bring  them  up  from  their  present  physical  condi- 
tion to  normal. 

"Shortage  in  Number  of  Railway  Employes:  The  total 
number  of  railway  employes  in  the  first  quarter  of  1921  was 
1,691,471.  This  was  less  by  340,456  than  the  average  number  in 
1920,  and  less  by  302,053  than  in  the  first  quarter  of  1920. 

"This  manifestly  means  an  enormous  increase  of  unemploy- 
ment If  the  railroads  were  in  a  position  to  resume  their  nor- 
mal maintenance  of  ways  and  structures  and  equipment  it  is 
conservatively  estimated  that  it  would  mean  immediate  employ- 
ment of  at  least  200,000  workmen. 

"Delayed  Payments  of  Vouchers:  Delayed  payments  of  the 
current  liabilities  of  the  railways,  representing  principally  pay- 
ments due  for  fuel  and  materials  used  in  operation,  have  been 
conservatively  estimated  at  not  less  than  $300,000,000. 

"The  failure  to  pay  these  has  involved  great  industrial  dis- 
tress and  depression.  It  has  meant  the  shutting  down  of  many 
industries.  If  the  railroads  are  paid  what  is  due  them  by  the 
Government,  they  in  turn  can  pay  these  debts,  and  the  starting 
up  of  industry  will  be  enormously  assisted  and  promoted. 

"It  is  evident,  if  the  products  of  our  farms,  of  our  forests, 
of  our  mines  and  of  our  other  industries  are  to  find  a  way  to 
market,  that  our  railroads  must  be  adequately  equipped  to  move 
them.  Manifestly,  from  the  foregoing  statistics,  they  are  not 
now  so  equipped.  If  there  is  to  be  a  return,  as  we  devoutly 
hope  there  soon  will  be,  of  normal  business  activity  and  prosper- 
ity, it  must  not  be  halted  and  obstructed  by  insufficient  trans- 
portation, which  is  a  fundamental  condition  of  all  commerce. 

"Funding:  By  the  terms  of  Section  6  of  the  Federal  Con- 
trol Act,  the  President  was  authorized  to  incur,  «n  behalf  of  the 
carriers,  indebtedness  for  additions  and  betterments.  To  create 
an  indebtedness  to  be  paid  by  others  without  limit  in  amount  is, 
it  must  be  admitted,  a  most  unusual  power  and  was  justified  only 
by  the  exigencies  of  war. 

"As  a  result  of  the  exercise  of  this  power,  a  large  amount  of 
indebtedness  was  created  by  the  Director-General,  and  imposed 
upon  these  carriers,  for  additions  and  betterments,  some  of  it 
assessed  by  them,  and  some  of  it  not  concurred  in.  This  class 
of  indebtedness,  although  on  capital  account,  was  made  by  the 
Government  immediately  payable,  instead  of  being  arranged  as 
long-time  obligations. 

"If  the  carriers  had  been  dealing  with  their  own  affairs  in 
'  respect  to  additions  and  betterments,  it  is  reasonable  to  suppose 
that  they  would  not  have  undertaken  to  provide  for  these  large 
capital  requirements  out  of  their  current  income,  but  would  have 
followed  their  usual  course,  which  would  have  been  not  to 
incur  indebtedness,  as  to  a  large  part  of  this  amount,  until  they 
had  succeeded  in  financing  the  capital  required  on  long-term  ob- 
ligations. They  could  not  do  this  under  the  conditions  of  Fed- 
eral Control  and  of  the  war,  for  the  two  reasons:  First,  because 
the  matter  was  not  legally  within  their  control,  and,  second,  be- 
cause the  entire  investment  market  was  necessarily  absorbed  by 
the  Government  in  securing  war  loans. 

"The  question,  therefore,  arises  what  it  is  equitable  and  just 
to  do  now  in  regard  to  the  adjustment  of  this  indebtedness?  The 
carriers  insist  that  it  should  be  funded  by  the  Government  for  a 
term  of  at  least  ten  years. 

'This,  they  claim,  is  just,  not  only  because  of  the  circum- 
stances above  narrated,  under  which  the  indebtedness  was 
created,  but  for  an  additional  reason  in  which  the  public,  as  well 
as  the  carriers  themselves,  have  an  interest.  The  carriers  at  the 
end  of  Federal  control  had  been  out  of  the  possession  of  their 
properties  for  more  than  two  years.  They  were  called  on  at 
that  time  to  resume  the  responsibility  of  furnishing  transporta- 
tion adequate  to  the  needs  of  commerce.  It  must  be  admitted 
that  they  undertook  the  performance  of  this  duty  under  adverse 
conditions.  Their  organizations  had  been  broken  up;  much  of 
the  normal  traffic  of  the  various  lines  had  been  diverted  to 
others;  their  rolling  stock  had  been  widely  scattered  by  Govern- 
ment management  throughout  the  country,  and  their  labor  ex- 
penses had  been  enormously  increased  during  Federal  control. 
This  situation,  they  claim,  put  upon  them  the  necessity  of  providv 
ing  for  abnormal  expenses  of  operation  at  the  very  outset. 

"It  Is  in  the  public  interest  that  they  should  be  able  to  per- 
form successfully  the  duty  of  transportation.  This  will  neces- 
sitate not  only  an  adequate  supply  of  cash  for  their  abnormal 
expenses,  due  to  the  special  conditions  which  have  surrounded 
their  properties,  and  for  their  current  purposes,  but  also  will 
necessitate  the  borrowing  of  large  amounts  of  new  capital,  so  as 
to  keep  their  roads  up  to  the  requirements  of  the  public,  and  for 


other  capital  purposes,  such  as  the  payment  of  maturing  obliga- 
tions. This  they  will  have  to  do  in  a  market  disturbed  by  war 
conditions,  and  where  there  is  a  tremendous  competition,  as  be- 
tween themselves  and  with  other  industries,  for  the  funds  avail- 
able for  investment. 

"It  is  even  more  vital  to  the  public  than  to  the  carriers,  that 
the  carriers  should  succeed  in  securing  the  money  necessary  to 
the  successful  performance  of  their  transportation  duties. 

"If  the  Government  refuses  to  fund  this  indebtedness  which 
it  created  for  the  carriers,  and  for  which  the  Transportation  Act 
expressly  provided,  and  if,  in  addition  to  their  large  capital  re- 
quirements for  other  purposes,  it  is  necessary  for  them  to  borrow 
also  the  amount  they  owe  the  Government  for  additions  and  bet- 
terments, their  problem  and  the  public's  problem  in  respect  to 
transportation  will  be  enormously  embarrassed. 

"The  indebtedness  of  the  carriers  to  the  Government  for  ad- 
ditions and  betterments  incurred  under  the  circumstances  above 
mentioned,  ought  not  to  be  allowed  to  constitute  an  additional 
complication  and  embarrassment  in  this  situation.  To  avoid 
this,  the  Government  ought  not  to  hesitate  to  carry  this  indebted- 
ness for  ten  years,  as  provided  in  the  Transportation  Act,  in 
view  of  the  fact  that  the  reason  it  was  made  immediately  due 
grew  out  of  the  war  and  the  public  needs." 

The  President's  message  to  Congress  relative  to  payments 
to  the  railroads  was  referred  to  the  Senate  and  House  commit- 
tees on  interstate  commerce.  Senator  Cummins,  chairman  of 
the  Senate  committee,  is  expected  back  from  Atlantic  City  next 
week  and  no  action  by  the  committee  is  contemplated  before 
his  return. 

It  had  been  the  plan  of  the  Harding  administration  to 
have  a  bill  introduced  extending  the  powers  of  the  War  Finance 
Corporation  so  that  it  could  meet  the  railroad  and  agricultural 
situation.  This  plan  was  abandoned,  however,  when  senators 
from  the  agricultural  states  protested  against  the  two  problems 
being  joined  in  that  way,  and  a  bill  was  introduced  by  Senator 
Kellogg  to  extend  the  power  of  the  War  Finance  Corporation 
to  aid  farmers.  The  Kellogg  bill  was  offered  as  a  substitute 
for  the  Morris  bill. 

The  agricultural  bloc  in  the  Senate  is  one  that  must  be 
reckoned  with,  in  the  view  of  the  Harding  administration,  and 
a  number  of  the  senators  in  that  bloc  would  oppose  legislation 
aiding  the  railroads  if  the  farmers  were  not  taken  care  of  also. 
Senator  Ransdell  of  Louisiana  reflected  that  view  to  a  certain 
extent  in  the  Senate,  July  26,  after  the  President's  message 
had  been  read.  Senator  Ransdell  was  speaking  on  the  Morris 
bill  providing  for  $100,000,000  to  aid  the  farmers  in  exporting 
agricultural  products.  He  said  he  understood  the  Senate  would 
be  called  upon  to  "give  the  railroads  $500,000,000.".  He  said  if 
that  were  necessary  it  probably  should  be  done,  but  that  the 
Morris  bill  called  for  only  $100,000,000  for  the  farmers. 

"If  you  were  to  put  the  farmers  on  a  parity  with  the  railroads 
you  would  have  to  give  them  at  this  time  $2,000,000,000  in- 
stead of  $100,000,000,  twenty  times  as  much  as  the  Morris  bill 
proposes,"  said  he. 

At  a  dinner  at  the  White  House,  July  26,  the  President  dis- 
cussed the  railroad  question  and  other  questions  before  Congress 
with  Senators  Watson  of  Indiana,  Kellogg  of  Minnesota,  Bran- 
degee  of  Connecticut,  Lenroot  of  Wisconsin,  Penrose  of  Penn- 
sylvania, Curtis  of  Kansas,  Capper'  of  Kansas,  Smoot  of  Utah, 
McCormick  of  Illinois,  Poindexter  of  Washington,  Townsend  or 
Michigan  and  Wadsworth  of  New  York.  Watson,  Kellogg, 
Poindexter  and  Townsend  are  members  of  the  Senate  inter- 
state commerce  committee. 

The  chief  obstacle  in  the  way  of  prompt  settlements  has 
been  removed  by  the  railroads,  according  to  the  request  of  the 
President  that  they  forego  tehir  demand  that  in  making  final 
settlement  the  government  take  into  consideration  the  ineffi- 
ciency of  labor  during  the  period  of  federal  control  as  compared 
with  the  performance  of  labor  in  the  test  period. 

It  is  difficult  to  get  at  just  what  the  waiver  of  the  railroads 
of  their  demand  as  to  inefficiency  of  labor  means  in  dollars  and 
cents.  Officials  of  the  Railroad  Administration  estimate  roughly 
that  this  demand  involved  from  $600,000,000  to  $700,000,000  for 
the  period  of  federal  control  and  about  $300,000,000  for  the 
guaranty  period. 

Director-General  Davis,  in  a  communication  to  Chairman 
Good,  of  the  House  appropriations  committee,  recently  estimated 
that  the  claims  of  the  railroads  would  total  $1,250,000,000,  if  all 
were  filed  on  the  same  basis  as  those  that  had  then  been  filed. 
This  amount  includes  the  charge  against  inefficiency  of  labor. 
If  $700,000,000  is  cut  off  on  account  of  the  waiver  of  the  ineffi- 
ciency claim,  there  will  be  around  $500,000,000  due.  But  that 
figure  is  not  accurate.  Officials  say  the  amount  still  due  the  rail- 
roads for  the  federal  control  period  will  range  from  $300,000,000 
to  $500,000,000.  There  is  no  way  of  getting  an  approximate 
figure  because  all  claims  have  not  been  filed. 

As  soon  as  the  enabling  legislation  is  passed  the  Railroad 
Administration  will  go  forward  with  payments  of  undisputed 
amounts  to  the  railroads  and  the  disputed  amounts  will  be  paid 
as  soon  as  they  can  be  adjusted.  It  is  believed  that  the  govern- 
ment will  pay  out  at  least  between  $200,000,000  and  $300,000,000 
in  the  next  few  months  if  the  present  plans  go  through. 
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The  fact  that  the  railroads— or,  rather,  the  Association  of 
Railway  Executives — had,  In  so  far  as  It  could,  agreed  to  accept 
the  government's  basis  of  settlement  and  waive  the  demand 
concerning  inefficiency  of  labor  was  made  known  officially  July 
22.  It  was  learned  that  there  was  the  substance  of  an  under- 
Manding  between  the  railroads  and  the  government  that 
did  not  in  any  way  constitute  a  new  arrangement  or  modifica- 
tion of  the  contract  between  the  roads  and  the  Railroad  Adminis- 
tration. 

The  Harding  administration,  before  going  into  a  program 
In  dealing  with  the  railroad  situation  and  carrying  out  the  pro- 
visions of  the  transportation  act,  concluded  that  the  railroads 
might  to  facilitate  the  settlements  by  attempting  to  settle  with- 
out consideration  of  the  claims  based  on  the  inefficiency  of  labor. 
The  Railroad  Administration,  with  the  full  approval  of  the  Presi- 
dent, had  refused  to  consider  that  claim.  The  President  asked 
the  roads  to  forego  their  claim  as  to  inefficiency  of  labor  so 
that  the  settlements  could  be  made  quickly  and  the  Railroad 
Administration  closed  up.  The  administrations  regards  that  or- 
ganization as  an  expensive  one  and  wishes  to  wind  it  up  as  soon 
as  possible.  At  the  same  time  it  wishes  to  give  the  railroads 
all  that  is  fairly  theirs,  and  it  believes  that  in  some  instances 
the  railroads  have  not  been  treated  altogether  fairly  by  the 
government  because  of  the  delay  in  the  settlements,  but  that,  on 
the  other  hand,  the  railroads  caused  some  delay  by  putting  for- 
ward a  claim  which  the  government  could  not  recognize. 

The  administration  met  the  allegation  of  the  railroads  that 
labor  was  inefficient  during  the  federal  control  period  by  say- 
ing that  the  government  could  not  go  into  a  fine  analysis  of  the 
.  rtioiency  of  labor.  There  may  have  been  some  basis  in  part 
for  the  contention,  in  the  view  of  the  administration,  but  under 
the  railroads'  theory  it  was  too  finely  drawn  out. 

The  President  was  pleased  at  the  outcome  of  the  negotia- 
tions with  the  carriers. 

There  may  be  individual  roads  which  will  decline  to  act 
with  the  majority  and  there  may  be  roads  which  will  desire  to 
carry  their  claims  to  the  courts.  The  railroads  which  will  agree 
to  the  Administration's  basis  of  settlement  will  do  so  without 
waiving  any  of  their  rights  under  their  contract. 

Bird  M.  Robinson,  president  of  the  American  Short  Line 
Railroad  Association,  has  submitted  to  President  Harding  a  re- 
quest that  consideration  be  given  to  the  settlement  of  $25,000,000 
of  claims  of  short  lines. 

Chairman  Winslow  of  the  House  Interstate  Commerce  Com- 
mittee has  introduced  a  bill  to  give  the  War  Finance  Corpora- 
tion authority  to  buy  railroad  securities  from  the  Railroad 
Administration  as  recommended  by  the  President.  The  bill 
provides  that  the  corporation  may  buy  not  to  exceed  $500,000,000 
of  securities  from  the  Railroad  Administration. 

Enactment  of  the  legislation,  extending  the  powers  of  the 
War  Finance  Corporation  so  as  to  enable  it  to  advance  funds  to 
the  Railroad  Administration,  probably  will  be  deferred  for  some 
time,  although  it  had  been  originally  planned  to  take  immediate 
action  in  the  matter.  The  outlook  the  latter  part  of  this  week 
was  that  no  effort  would  be  made  to  put  through  a  bill  at  this 
time  but  that  such  action  probably  would  be  deferred  until  after 
the  recess,  which  may  begin  in  the  early  part  of  August  and 
last  until  the  latter  part  of  September. 

Senators  have  informed  the  President,  it  is  said,  that  it 
would  be  difficult  to  get  through  the  proposed  legislation  at  this 
time.  The  attitude  of  the  senators  from  the  agricultural  states, 
as  has  been  pointed  out,  is  a  factor  in  the  situation.  Passage 
of  the  legislation  requested  by  the  President  to  enable  the  gov- 
ernment to  pay  the  railroads  what  it  owes  them  is  expected, 
but  there  will  be  considerable  opposition  to  it. 

Senator  Reed,  of  Missouri,  referring  to  the  President's  mes- 
sage and  the  statement  therein  that  no  additional  appropriation 
was  sought,  asked  in  the  Senate,  July  27,  how  the  government 
was  going  to  get  $500,000,000  to  pay  the  railroads  without  get- 
ting it  from  somewhere.  He  said  if  it  would  get  the  money 
from  the  War  Finance  Corporation,  where  in  turn  would  the 
War  Finance  Corporation  get  the  money?  Senator  Simmons 
explained  that  the  Corporation  had  issued  $500,000,000  of  capital 
stock  which  had  been  bought  by  the  government  and  the  money 
put  in  the  Corporation's  treasury. 

The  financial  status  of  the  War  Finance  Corporation,  as  of 
July  27,  was  as  follows,  according  to  a  statement  issued  by  it: 

The  War  Finance  Corporation  has  on  hand  a  cash  credit  with  the 
ir.-Msurcr  of  the  United  States  of  $403,827,771.29. 

It  has  outstanding  loans  amounting  to  $99.903,839.39,  of  which 
}65,856,479.59  represent  loans  made  under  its  war  powers. 

Its  outstanding  loans  made  under  its  export  finance  authority  total 
$34.047.359.80. 

Total  loans  heretofore  made  under  its  war  and  post  war  powers 
aggregate  $359,586,049.58. 

Repayments  aggregate  $259,682,210.19. 

Repayments  of  loans  made  under  Its  export  financing  authority 
total  $18.820,034.01. 

Repayments  of  loans  granted  under  the  war  power  total  $240,862,- 
1  HI.  18. 

The  Railroad  Administration  has  a  little  over  $200,000,000 
•to  its  credit  in  the  Treasury,  so  that  if  payments  to  the  rail- 
roads aggregated  $500,000,000,  as  has  been  roughly  estimated, 
approximately  $300,000,000  from  the  War  Finance  Corporation 
would  be  needed. 


BOARD-COMMISSION  LIAISON 

The   Traffic   World    Washington  Burrm 

The  Joint  committee,  composed  of  members  of  the  Interstate 
Commerce  Commission  and  the  Shipping  Board,  appointed.  In 
the  first  instance,  as  a  result  of  talks  between  Commissioner 
McChord  and  Joseph  N.  Teal,  while  the  latter  was  a  member 
of  the  Shipping  Board,  has  been  revived,  with  Commissioners 
McChord,  Hall  and  Each  to  represent  the  Commission  and  Com- 
missioners Plummer,  Thompson  and  Lissner  to  represent  the 
Shipping  Board.  While  the  Shipping  Board  consisted  of  one  or 
two  members  only,  no  effort  was  made  to  preserve  the  liaison 
between  the  two  bodies,  the  duties  of  which  overlap  in  several 
particulars. 

At  a  meeting  of  the  committee  In  Commissioner  McChord's 
office  July  27,  Mr.  McChord  was  made  chairman  of  the  committee 
and  some  of  the  subjects  with  which  the  two  bodies  must  deal 
were  tentatively  discussed.  The  through  export  bill,  with  which 
the  Commission  has  been  fussing  for  more  than  a  year,  was 
taken  up  for  discussion  because  the  work  of  the  Commission 
has  reached  such  a  stage  that  it  is  desirable  that  there  be  an 
understanding  between  it  and  the  Shipping  Board.  The  board 
is  not  only  a  regulating  body,  but  is  also  an  operator  of  ships. 
Its  interest,  therefore,  is  twofold,  especially  inasmuch  as  repre- 
sentatives of  the  Shipping  Board,  at  hearings  held  by  the  Com- 
mission challenged  the  Jurisdiction  of  the  Commission  to  pre- 
scribe a  through  bill  to  be  used  in  a  Joint  undertaking  by  car- 
riers by  land  and  carriers  by  water. 

That  bill  of  lading,  in  the  final  analysis,  it  is  believed,  will 
be  the  hardest  matter  with  which  the  two  bodies  will  have  to 
deal.  As  an  operator  of  ships  the  board  is  standing  with  other 
operators  of  ships.  As  a  regulating  body  it  has  not  expressed 
an  opinion.  There  is  a  question  whether,  as  a  regulating  body, 
it  can  have  anything  to  do  with  the  formulation  of  a  bill  of 
lading.  The  law  seems  .to  place  the  duty  wholly  on  the  shoulders 
of  the  Commission.  At  least  the  Commission  is  proceeding  on 
that  assumption. 

Another  point  on  which  there  must  be  many  conferences  is 
the  enforcement  of  section  28  of  the  merchant  marine  law,  deny- 
ing to  goods  coming  into  or  proposing  to  go  out  of  the  country, 
in  foreign  bottoms,  the  benefit  of  export  and  import  rates  on 
American  railroads,  if  and  when  there  are  enough  American 
ships  to  serve  a  particular  port;  that  is  to  say  that  if  and  when 
there  were  enough  American  ships  to  serve  Philadelphia,  for 
instance,  then  export  and  import  rates  to  and  from  Philadelphia 
by  rail,  would  be  denied  to  goods  passing  through  the  port  ot 
Philadelphia. 

That  section  of  the  law  stands  suspended  until  January  1 
next.  The  initiative  in  enforcing  that  section  lies  with  the 
Shipping  Board.  When  it  says  there  are  enough  ships  flying  the 
American  flag  to  serve  a  given  port,  the  law  makes  it  the  duty 
of  the  Interstate  Commerce  Commission  to  announce  the  fact 
and  bring  the  prohibition  into  play. 


SHIPPING  BOARD  EXPENDITURES 

The  Traffic  World  Washington  Bureau 

Although  it  is  anticipated  that  Congress  will  grant  at  least 
in  part  the  request  of  the  Shipping  Board  for  an  appropriation 
of  $125,000,000  to  carry  the  board  through  the  next  six  months, 
there  probably  will  be  a  great  deal  said  in  both  branches  of 
Congress  relative  to  the  appropriation  of  large  sums  for  the 
board. 

Senator  Frelinghuysen  of  New  Jersey  has  been  an  advocate 
of  immediate  liquidation  of  the  Shipping  Board  fleet.  He  ex- 
pressed the  hope  recently  that  the  new  board  would  "liquidate" 
the  property  controlled  by  it  at  once.  Advocates  of  reduced 
government  expenditures,  it  is  expected,  will  voice  their  opposi- 
tion to  a  large  appropriation  for  the  board  at  this  time. 

Chairman  Lasker  of  the  Shipping  Board  has  made  it  plain 
in  rather  picturesque  language  that  the  Harding  administration 
has  inherited  a  very  large  white  elephant — or  something  worse 
— in  the  Shipping  Board.  His  statement  of  last  week  on  the 
financial  condition  of  the  board  and  of  the  steps  that  will  be 
taken  to  correct  conditions  in  the  organization  will  be  supple- 
mented by  data  which  he  will  give  to  Congress. 

Officials  of  the  board  say  it  is  the  underlying  policy  of  the 
board  and  of  the  administration  to  get  the  vessels  owned  by 
the  board  into  the  hands  of  private  owners  as  soon  as  possible. 
But  they  point  out  that  for  the  present  and  until  ocean  traffic 
picks  up  the  ships  probably  could  not  be  given  away. 

The  board  has  approximately  half  of  its  fleet  of  steel  vessels 
tied  up,  or  more  than  600  vessels.  The  vessels  in  operation  are 
not  making  money  because  of  depressed  traffic  conditions.  And 
the  board  expects  to  lose  money  on  operations  for  some  time 
to  come.  Chairman  Lasker  estimated  that  the  loss  from  opera- 
tions in  the  ensuing  year  would  reach  $150,000,000. 

It  appears  to  be  a  certainty  that  the  board  will  be  function- 
ing as  an  operator  of  ships  for  some  time  to  come — possibly 
two  or  three  years — because  it  is  not  anticipated  there  will  b<> 
much  of  a  market  for  ships  before  that  time.  To  tie  the  vessels 


226 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  5 


up  altogether  to  await  a  somewhat  favorable  market  would  cost 
hundreds  of  thousands  of  dollars,  officials  say.  As  an  illustra- 
tion of  what  it  costs  to  tie  up  a  vessel  the  cost  of  tying  up  tl 
wood  ships  of  the  board  may  be  pointed  to.  It  costs  the  board 
between  $90  and  $100  a  month  to  take  care  of  each  wood  ship 
tied  up.  On  larger  vessels  the  cost  would  be  much  greater,  it  is 

Officials  of  the  board  say  every  step  is  to  be  taken  to  operate 
the  vessels  as  economically  as  possible.  It  is  conceded  by  the 
present  board  that  the  managing  agency  contract  under  which 
the  ship  operator  gets  a  fixed  percentage  of  the  gross  receipts 
and  the  board  takes  all  the  risk  has  been  a  source  of  great 
waste  It  is  planned  to  formulate  a  new  contract  as  soon  as 
possible  that  will  place  the  operation  of  the  boats  on  a  differ- 
ent basis,  probably  the  bare-boat  charter  basis. 

Another  step  to  be  taken  by  the  board  to  stop  extravagant 
expenditures  is  that  of  putting  all  receipts  into  the  Treasury 
and  making  expendiures  from  appropriations  by  Congress.  Here- 
tofore the  board  has  spent  the  money  taken  in  on  sales  of  ships 
and  other  property  and  from  ship  operations. 

Officials  of  the  Harding  administration  realize  that  the 
country  must  approve  if  hundreds  of  millions  of  dollars  are  to  be 
expended  on  the  merchant  marine.  Eventually  that  question  will 
come  before  the  people  and  Congress.  There  appears  to  be  a 
considerable  drift  toward  some  form  of  subsidy  for  American 
ships  on  a  basis  of  private  ownership  and  operation. 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  accompanied 
by  Elmer  Schlesinger,  chief  counsel;  Alonzo  Tweedale,  controller, 
and  other  officials  of  the  board,  appeared  before  the  House  com- 
mittee on  appropriations  in  executive  session  July  27  and  28  in 
support  of  the  Board's  request  for  an  appropriation  of  $125,000,- 
000  for  the  next  six  months.  The  testimony  given  by  the  repre- 
sentatives of  the  board  will  be  printed  later  and  made  public. 

LA  FOLLETTE  ATTACKS  BOARD 

The  Traffic  World  Washington  Bureau 

Senator  LaFollette,  of  Wisconsin,  in  a  speech  in  the  Senate 
July  25,  on  his  resolution  providing  for  an  inquiry  into  "cer- 
tain practices  of  the  Shipping  Board  and  of  the  controversy 
which  has  existed  since  May  1  last,  between  the  marine  workers 
and  the  various  owners  and  operators  of  American  ships,"  de- 
clared the  new  Shipping  Board  has  not  done  anything  that  would 
indicate  that  it  had  decided  to  change  "any  of  the  deplorable 
practices  of  the  old  board."  The  senator  was  referring  to  the 
labor  policy  of  the  board.  He  said  the  board  was  composed  of 
seven  members  not  one  of  whom,  so  far  as  he  was  aware,  had 
had  any  experience  in  the  management  or  operation  of  ships. 

"Probably  $4,000,000,000  of  the  people's  money  have  already 
gone  into  this  enterprise,  and  hundreds  of  millions,  and  prob- 
ably billions,  more  will  be  spent  under  the  direction  of  this 
board,"  said  he.  "All  this  vast  enterprise  is  taken  over  by  the 
new  Shipping  Board  in  a  condition  of  almost  hopeless  confusion 
and  disorganization.  Under  these  circumstances  whatever  infor- 
mation can  be  obtained  by  an  investigation  of  the  entire  subject 
certainly  ought  to  be  welcomed  by  every  person  who  wishes  to 
see  the  Shipping  Board  succeed  in  the  gigantic  task  which  has 
been  assigned  to  it." 

The  senator  said  there  were  two  charges  that  had  been  con- 
stantly made  against  the  board — one  that  British  influence  has 
had  a  large  part  in  shaping  its  policy,  and  the  other  that  the 
board  has  been  hostile  to  the  labor  organizations  of  the  sea. 
He  said  if  these  charges  had  any  basis  in  fact,  then  the  facts 
ought  to  be  fully  known  and  the  situation  properly  dealt  with. 
He  submitted  detailed  statements  reciting  the  history  of  the 
marine  workers'  controversy,  and  said  the  American  merchant 
marine  could  never  be  made  a  success  until  conditions  were  such 
that  American  seamen  would  be  attracted  to  American  ships. 
He  said  he  did  not  think  it  was  too  late  to  change  the  labor 
policy  of  the  board  and  that  whatever  the  Shipping  Board  did 
the  private  owner  must  do. 

"It  is  simply  robbing  the  people  of  this  country  to  continue 
appropriating  hundreds  of  millions  of  dollars  for  the  use  of  the 
Shipping  Board  if  it  is  committed  to  a  labor  policy  that  spells 
disaster  to  our  merchant  marine,"  said  he. 

WHEAT  AND  COTTON  O'CEAN  RATES 

The  Traffic  World  Washington  Bureau 

A  compilation  made  by  the  Bureau  of  Markets  and  Crop 
Estimates  of  the  Department  of  Agriculture  from  information 
furnished  in  part  by  the  Shipping  Board  shows  that  ocean  freight 
rates  on  wheat  and  cotton  from  North  Atlantic  ports  to  the 
United  Kingdom  were  approximately  50  per  cent  lower  on  July  1, 
1921,  than  on  November  1,  1920. 

"This  decline,"  the  bureau  says,  "corresponds  substantially 
to  the  price  declines  of  these  commodities  during  the  same 
period,  so  that  the  ratio  between  the  freight  rates  and  the  market 
prices  remains  relatively  the  same. 

"The  average  price  of  cotton  in  New  York  for  October,  1920, 
and  for  June,  1921,  was  $22.68  and  $12  per  100  Ibs.,  respectively. 
In  the  absence  of  figures  showing  the  average  ocean  freight 


rate  on  cotton  during  those  months,  the  rates  in  effect  on  Nov.  1, 

1920,  and  July  1,  1921,  were  used  in  this  compilation. 

"The  ocean  freight  rate  to  the  United  Kingdom  was  $1.10 
per  100  Ibs.  on  Nov.  1,  1920,  or  4.9  per  cent  of  the  value  of  the 
cotton  as  represented  by  the  quotation  on  that  date.  On  July  1, 

1921,  when  the  ocean  freight  rate  was  52%   cents  per  100  Ibs., 
the  ratio  between  the  freight  rate  and  the  price  was  4.4  per  cent. 

"On  November  1,  1920,  No.  2  Red  Wheat  was  quoted  in  New 
York  at  $2.34  ^  per  bu.  and  the  ocean  freight  rate  was  40  cents 
per  100  Ibs.,  or  at  the  rate  of  24  cents  per  bu.,  which  repre- 
sented 10.2  per  cent  of  the  value  of  the  wheat.  On  July  1,  1921, 
with  No.  2  Red  Wheat  selling  at  $1.47%  per  bu.,  the  freight  rate 
was  21  cents  per  100  Ibs. — 12.6  cents  per  bu. — or  8.5  per  cent  of 
the  value  of  a  bu.  of  wheat.  Both  the  price  of  wheat  and  the 
freight  rate  may  be  said  to  represent  a  fair  average  for  June. 

"The  decline  in  the  rates  and  prices  of  other  commodities 
was  less  marked.  In  the  case  of  butter  and  cheese  the  whole- 
sale prices  have  declined  approximately  44  per  cent  since  last 
Novmber  while  the  ocean  freight  rates  on  these  commodities 
have  fallen  only  from  20  per  cent  to  25  per  cent. 

"The  following  table  shows  the  prewar  rates  per  100  Ibs.  on 
certain  commodities  from  North  Atlantic  ports  of  the  United 
States  to  the  United  Kingdom,  and  the  gradual  decline  in  the 
rates  since  October  30,  1919. 

Commodity                      Average,  Oct.  30,  Jan.  23,  Nov.  1  July  1. 

1913.  1919.  1920.  1920.  1921. 

Wheat     $0.1024  $0.80  $0.40  $0.40  $0.21 

Flour     1572  1.00  1.00  .45  .26 

Cotton*     32  1.50  1.50  1.10  .52% 

Butter     1.00  1.00  1.25  1.00 

Cheese     1.25  1.25  1.00  .75 

Tobacco     2.00  2.00  1.50  1.00 

•Gulf  ports. 

"While  the  cost  of  ocean  transportation  is  an  essential 
factor  in  the  marketing  of  agricultural  products  in  foreign  coun- 
tries, it  is  by  no  means  as  important  a  factor  as  is  the  cost  of 
rail  transportation  to  the  seaboard. 

"For  example,  the  export  lake  and  rail  freight  rate  on  wheat 
from  Duluth  to  New  York  is  28.8  cents  per  bu.,  while  the  ocean 
freight  rate  from  New  York  to  Liverpool  is  12.6  per  bu.,  making 
a  combined  rate  of  41.4  cents  per  bu.,  of  which  the  lake-and-rail 
freight  costs  represent  69.6  per  cent. 

"The  export  rail  freight  rate  from  Kansas  City  to  Galveston 
is  27  cents  per  bu.,  and  the  ocean  freight  from  Galveston  to  the 
United  Kingdom  is  15  cents  per  bu.,  making  a  total  of  42  cents 
per  bu.,  of  which  the  cost  of  the  inland  rail  haul  represents  64.3 
per  cent. 

"In  Argentina,  the  rail  rate  for  transporting  1,000  kilo- 
grams (2,204.6  Ibs.)  of  wheat  a  distance  of  500  kilometers  (310.6 
miles)  is  $15.44  Argentine  paper,  or  12.2  cents  per  bu.,  calcu- 
lated on  the  basis  of  the  prevailing  rate  of  exchange.  The  aver- 
age rail  haul  in  Argentina  is  435  kilometers  (261  miles).  Ar- 
gentina growers  thus  have  an  apparent  advantage  of  about  14.8 
cents  per  bu.  over  the  interior  sections  of  the  United  States  in 
the  cost  of  transporting  their  wheat  to  the  seaboard.  This  ad- 
vantage, however,  is  partly  offset  by  larger  ocean  freight  rates 
from  Argentina  to  the  United  Kingdom,  which,  at  the  present 
time,  are  around  23  cents  per  bu.,  making  a  combined  rail-and- 
ocean  rate  of  35.2  cents  per  bu.  for  Argentine  wheat." 


CLAIMS  AGAINST  SHIPPING  BOARD 

The  Traffic  World   Washington  Bureau 

Claims  to  be  settled  by  'the  Shipping  Board  Claims  Com- 
mission amount  to  $211,000,000,  according  to  Chairman  Lasker 
of  the  Shipping  Board.  It  had  been  estimated  that  the  claims 
would  reach  about  $300,000,000. 

"It  is  the  purpose  of  the  President  that  these  claims  should 
be  settled  as  speedily  as  expedition  and  fair  judgment  will  per- 
mit, so  that  no  unnecessary  further  hardship  be  worked  on  those 
having  proper  claims,"  said  Chairman  Lasker. 

Discussing  the  members  of  the  claims  commission,  the  chair- 
man said: 

"The  chairman  of  the  commission  will  be  Judge  Walter  D. 
Meals,  former  associate  justice  of  the  Appellate  Court  of  Ohio. 
The  associate  members  of  the  commission  are  Mr.  Homer  Fer- 
guson, president  of  the  Newport  News  Shipbuilding  and  Dry 
Dock  Company;  Mr.  F.  W.  Wood,  former  president  of  the  Mary- 
land Steel  Company;  Captain  Richard  M.  Watt,  Construction 
Corps,  United  States  Navy;  Mr.  Arthur  W.  Teele  of  the  account- 
ant firm  of  Patterson,  Teele  &  Dennis.  The  secretary  of  the 
commission  will  be  Mr.  O.  P.  M.  Brown. 

"Judge  Meals  has  been  well  known  to  the  President  for 
many  years  and  was  selected  as  chairman  because  of  his  great 
legal  ability.  Mr.  Ferguson  stands  among  the  very  first  Amer- 
ican ship  builders.  Mr.  Wood  has  had  long  years  of  experience 
in  ship  building  and  has  made  a  record  that  is  nationally  known. 
Captain  Watt  was  formerly  chief  constructor  of  the  Navy.  Mr. 
Teele  is  vice-president  of  the  American  Institute  of  Accountants." 

The  commission  will  be  called  into  preliminary  session  by 
Chairman  Lasker  this  week  for  purposes  of  organization.  It 
will  undoubtedly  be  September  1st  before  it  will  come  into  active 


July  30,  1921 


THE     TRAFFIC     WORLD 


227 


funciioniuu.  ;m  the  new  Shipping  Board  requires  that  long  to  get 
its  cases  ready.  In  the  meantime  the  commission  will  send  no- 
tices and  forms  to  all  claimants  so  as  to  expedite  the  findings 
oi  i lie  commission,  once  it  is  in  session. 


REPORTS  BY  WATER  CARRIERS 

Thi   Traffic   World    Washington  Bureau 

The  Commission  has  entered  an  order  under  which  carriers 
by  water  subject  to  the  provisions  of  section  20  of  the  interstate 
commerce  act  will  be  required  to  submit  statistics  on  freight 
1  raffle  in  greater  detail  than  heretofore.  The  Commission  has 
required  reports  covering  about  39  different  classes  of  com- 
tnoditips  and  under  the  new  .order  reports  will  be  required  on 
ti!)  classes,  under  the  main  divisions  of  products  of  agriculture, 
animals  and  products,  products  of  mines,  products  of  forests, 
j'jul  manufactures  and  miscellaneous.  The  order  follows: 

It  is  ordered.  That  all  carriers  by  water  subject  to  the  provisions 
'  <  lion  20  of  the  Interstate  Commerce  Act  shall  regularly  Compile 
Itatlstlca  of  freight  traffic,  and  that  each  such  carrier  shall,  beginning 
with  the  current  calendar  year,  report  annually  to  the  Interstate 
Commi  rce  Commission,  according  to  the  several  classes  of  com- 
modities named  below,  which  are  hereby  prescribed,  the  total  tonnage 
of  revenue  freight,  regardless  of  whether  originally  shipped  in  car- 
load or  less-than-carload  consignments,  carried  by  it,  expressed  In 
11.  I  tons  of  2,000  pounds.  Carriers  under  this  order  are  not  required 
to  keep  separate  records  of  tonnage  received  directly  from  consignors 
or  of  tonnage  received  from  connecting  carriers;  but  they  may  at 
their  option,  keep  such  and  other  proper  related  traffic  records  pro- 
vided said  records  do  not  impair  the  integrity  of  the  commodity  classi- 
fication pescribed. 

SHIPPING  BOARD  SEIZES  VESSELS 

The   Traffic   World    Washington  Bureau 

The  United  States  Shipping  Board,  in  seizing  nine  former 
German  vessels  which  it  had  allocated  to  the  United  States 
Mall  Steamship  Company  on  a  charter  basis  with  an  option  to 
buy,  because  the  company  was  delinquent  in  payments  to  the 
board  to  the  extent  of  about  $400,000,  brought  on  itself  an  ava- 
lanche of  inquiries  as  to  why  it  had  so  acted.  These  were  met 
by  Chairman  Lasker  with  the  statement  that  the  board  could 
not  be  expected  to  try  its  case  in  the  newspapers  and  that, 
after  court  proceedings  instituted  by  the  steamship  company 
to  recover  the  vessels  had  been  closed,  a  complete  statement 
of  the  board's  reasons  for  seizing  the  ships  would  be  made  pub- 
lic. The  steamship  company  recovered  possession  of  the  ships 
under  an  order  issued  by  Judge  Burr  of  the  Supreme  Court  of 
New  York  and  a  hearing  was  set  for  July  28. 

Chairman  Lasker  said  the  action  of  the  board  was  taken 
with  the  view  of  protecting  the  best  interests  of  the  American 
merchant  marine.  He  said  the  U.  S.  Mail  had  been  warned 
repeatedly  that  it  was  in  arrears  in  its  payments  and  that  the 
case  of  the  U.  S.  Mail  was  taken  up  first  because  it  was  be- 
lieved by  the  board  to  be  the  most  pressing  of  those  with  which 
the  board  will  have  to  deal.  The  action  of  the  board  in  seizing 
the  ships  was  approved  by  President  Harding. 

One  New  York  newspaper  put  up  the  following  questions 
to  Mr.  Lasker: 

What  if  any  efforts  had  been  made  by  you  to  collect  arrearages 
previous  to  seizure?  What  reasons  had  you  to  believe  the  steamship 
company  would  be  unable  to  discharge  its  obligations  or  to  meet  any 
Judgment  the  board  might  have  obtained  against  it?  What  public 
purpose  was  served  by  haste  employed  in  seizing  vessels?  What  mo- 
tive governed  you  and  your  board  in  assigning  vessels  to  United 
American  Line  which  had  previously  been  under  public  question 
as  to  its  agreement  with  the  Hamburg-American  Line?  Was  there 
no  other  American  shipping  company  sufficiently  responsible  to  un- 
dertake the  handling  of  these  vessels?  In  your  opinion  has  public 
interest  and  public  confidence  in  propaganda  for  American  maritime 
upbuilding  been  aided  by  this  action?  Did  the  new  board  investigate 
claim  of  United  States  Mail  being  its  debtors  in  amount  of  millions 
:  dollars  before  making  this  seizure?  Finally,  what  in  your  opinion 
is  the  cause  or  basis  for  insistent  repetition  of  charge  that  politics 
is  at  the  base  of  this  move? 

In  reply  the  chairman,  July  27,  dispatched  the  following 
telegram: 

Returning  to  Washington  today  I  find  your  telegram  of  even 
date  awaiting  me.  Mr.  Schlesinger,  general  counsel  of  the  board  who 
has  charge  of  the  case,  is  in  New  York  today.  I  am  expecting  him 
here  tomorrow.  Any  statement,  if  any,  when  issued  must  obviously 
given  to  the  entire  press  simultaneously,  though,  of  course,  in  no 
event  can  we  answer  questions  during  court  proceedings  which  might 
e  prejudicial  to  the  government's  interests  through  disclosing  our 
:ase  in  advance  to  the  other  side.  Such  action  as  we  have  taken  has 
been  solely  for  the  purpose  of  protecting  the  best  interests  of  the 
people  of  the  Lnited  States  and  their  merchant  marine.  We  are  as 
anxious  as  you  can  be  to  have  the  people  of  the  United  States  fully 
informed  as  to  our  action  so  that  they  may  judge  for  themselves. 
But  we  feel  that  this  purpose  will  best  be  served  by  court  presenta- 
ln°"h"t  a"  y  way  an<J  J  am  sure  on  consideration  you  will  concur 

It  was  said  at  the  board  that  the  United  American  line 
had  been  asked  to  take  over  the  operation  of  the  seized  ships 
temporarily  because,  with  the  exception  of  the  International 
Mercantile  Marine,  it  was  the  only  shipping  organization  that 
could  have  handled  the  vessels. 

The  vessels  seized  were  the  George  Washington,  the  Amer- 
ica, the  Presidnt  Grant,  the  Agamemnon,  the  Susquehanna,  the 
Potomac,  the  Mount  Vernon,  the  Pocahontas  and  the  Princess 


Matolka,  having  an  aggregate  tonnage  of  145,000  gross  tons  and 
an  estimated  value  of  $8,000,000. 

Officials  of  the  U.  S.  Mall  charged  that  the  board  was  playing 
Into  the  hands  of  those  who  wish  to  take  the  American  flag 
off  the  seas.  Shipping  Board  officials,  on  the  other  hand,  ap- 
peared to  be  confident  that  the  public  would  approve  Its  action 
when  the  facts  were  known. 


DUTIES   ON   FOREIGN   CARGOES 

The   Traffic   World    Washington  Bureau 

Revival  of  the  question  as  to  when  the  President  will  carry 
out  the  mandate  of  Congress,  expressed  in  section  34,  of  the 
Jones  merchant  marine  act,  to  give  notice  of  abrogation  of  com- 
mercial treaties  which  contain  provisions  prohibiting  the  United 
States  from  imposing  discriminating  duties  or  tonnage  dues  on 
foreign  vessels  and  Imports  carried  therein,  followed  action  by 
the  Shipping  Board,  July  26,  In  adopting  a  resolution  recom- 
mending that  there  be  incorporated  In  the  Fordney  tariff  bill  a 
provision  for  imposition  of  a  discriminating  duty  of  10  per 
cent  ad  valorem  on  imports  brought  to  the  United  States  in 
foreign  vessels. 

The  Underwood  tariff  law  contained  the  provision  which 
the  board  asks  shall  be  incorporated  in  the  Pordney  bill,  but  it 
was  never  enforced  because  of  the  commercial  treaties  with 
various  foreign  countries.  Should  the  section  be  carried  in  the 
Fordney  law,  it  could  not  be  enforced  unless  the  commercial 
treaties  were  abrogated.  It  appears  to  be  the  view  of  the  board  that 
the  provision  should  be  In  the  tariff  law  and  that  then  the  ques- 
tion of  carrying  out  section  34  could  be  taken  up  with  the  Presi- 
dent and  the  State  Department.  It  is  pointed  out  that  resort  to 
use  of  the  law  might  never  be  made  but  that  the  fact  that  it 
was  on  the  books  would  strengthen  the  hands  of  the  government 
in  developing  the  merchant  marine.  In  other  words,  the  govern- 
ment would  have  something  it  could  use  to  good  effect  If  it 
were  necessary  to  prevent  discriminatory  practices  by  foreign 
lines  against  the  American  merchant  marine. 

President  Wilson  refused  to  give  the  notice  of  abrogation  of 
commercial  treaties  as  provided  by  section  34,  on  the  ground 
that  the  section  constituted  in  effect  an  intrusion  on  the  treaty- 
making  power  of  the  executive.  The  Republicans,  in  the  political 
campaign  of  1920,  used  as  political  capital  the  refusal  of  Presi- 
dent Wilson  to  act.  Since  President  Harding  took  office  the 
question  has  been  raised  as  to  whether  he  could  enforce  the 
section  because  the  section  provided  that  the  notice  must  6e 
given  within  90  days  after  passage  of  the  merchant  marine  act. 

The  resolution  adopted  by  the  board  follows: 

Whereas,  The  United  States  tariff  law  now  provides  that-  "A  dis- 
criminating duty  of  10  per  centum  ad  valorem  In  addition  to  the 
duties  imposed  by  law,  shall  be  levied,  collected  and  paid  on  all  goods 
wares  or  merchandise  which  shall  be  imported  in  vessels  not  of  the 
United  States,"  etc.;  and, 

Whereas,  The  above  statute  was  but  the  transforming  into  law  of 
emphatic  declarations  which  had  been  made  by  both  great  political 
parties;  and, 

Whereas,  The  retention  of  this  law  was  clearly  contemplated  when 
the  provision  in  section  34  of  the  Jones  bill,  so-called,  was  enacted- 
and, 

Whereas,  Such  legislation  is  necessary  to  enable  American  vessels 
to  meet  the  higher  operating  expenses  and  maintain  the  higher  standard 
of  wages  paid  on  American  vessels,  and  thus  enable  such  vessels 
successfully  to  engage  in  the  foreign  carrying  trade  of  this  country- 
and. 

Whereas,  The  making  effective  of  such  provision  should  tend  to 
raise  the  market  value  of  American  ships  to  replacement  figures  and 
should  cause  shipping  men  to  invest  in  the  ships  now  owned  by  the 
United  States,  and  thus  put  the  Shipping  Board  fleet  into  private 
hands,  as  Congress  and  the  public  desire, 

Resolved,  That  the  Shipping  Board  recommends  that  the  above 
quoted  statute  of  the  United  States  be  made  a  part  of  the  tariff  bill 
now  before  Congress. 

OPPOSE  HARTER  ACT  AMENDMENT 
The  National  Merchant  Marine  Association  has  issued  a 
statement  opposing  amendment  of  the  Harter  act,  as  proposed 
by  insurance  company  representatives  and  exporters  before 
a  sub-committee  of  the  House  committee  on  merchant  marine 
and  fisheries  last  week.  It  declared  that  such  legislation  would 
force  the  steamship  companies  to  charge  higher  freight  rates 
and  put  them  at  a  disadvantage  with  foreign  lines.  The  views 
of  the  association  are  along  the  same  line  as  those  of  the 
steamship  owners  as  submitted  to  the  committee.  The  sub- 
committee has  the  suggestions  made  at  the  hearing  under  con- 
sideration. 


NORWEGIAN  CLAIMS  AGAINST  SHIPPING  BOARD 
The  Senate  has  ratified  the  agreement  between  the  United 
States  and  Norway  providing  for  arbitration  of  the  claims  of 
Norwegians  against  the  Shipping  Board,  for  requisitions  of  ves- 
sels during  the  war.  The  claims  aggregate  approximately  $15,- 
000,000.  ' 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  May 
shows  8,847,  or  a  percentage  of  06.06,  cars  held  overtime,  as 
against  10,197,  or  a  percentage  of  05.85,  for  May,  1920. 


228 


THE     TRAFFIC     WORLD 


Vol.  XXVIII,  No.  5 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
CoSJyHght  by  West  Publishing  Co.) 


Master  May   Bind  Owners  Through  Ship  Only: 

(District  Court,  E.  D.,  Pennsylvania.)  The  master  of  a  vessel 
may  bind  the  owners  through  the  ship,  but  they  are  not  other- 
wise bound,  except  as  the  law  of  contracts  binds  them,  and  mere 
ownership  does  not  imply  authority  in  the  master  to  bind  the 
owners  personally,  unless  the  ship  is  bound. — Peters  vs.  Taulane 
et  al.,  272  Fed.  Rept.  725. 
Part  Owner  Not  Personally  Liable  for  Breach  of  Executory 

Contract  to  Carry  Cargo  Made  Without  His  Authority: 

A  part  owner  of  a  vessel  is  not  liable  in  personam  for  dam- 
ages for  breach  of  an  executory  contract  for  her  employment 
to  carry  cargo,  when  the  contract  was  not  made  by  him  nor 
by  anyone  with  his  authority,  but  was  made  without  his  knowl- 
edge and  was  repudiated  by  him  as  soon  as  known  to  him,  and 
when  he  was  not  owner  at  the  time  of  its  breach. — -Ibid. 
Bill  of  Lading  Held  Not  "Negotiable  Instrument": 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  bill  of  lading 
is  not  a  "negotiable  instrument"  or  a  piece  of  commercial  paper, 
and  the  doctrines  favoring  an  innocent  holder  for  value  of  ne- 
gotiable paper  do  not  wholly  apply  thereto. — The  St.  Johns, 
N.  P.,  272  Fed.  Rept.  673. 
"Clean"  Bill  of  Lading  Imports  Under-Deck  Shipment: 

A  bill  of  lading,  which  was   "clean" — that   is,   contains   no 
reference  to  the  fact  that  the  shipment  was  loaded  on  deck  and 
which  was  issued  by  the  ship's  agents  on  behalf  of  the  master 
and  owners — imports  underdeck  shipment. — Ibid. 
Pleadings  Held  to  Require  Libelant  to  Prove  Title  by  Purchase 

of  Bill  of  Lading: 

Where  the  libel  alleged  ownership  of  a  consignment  of  rosin 
by  a  purchase  of  the  bill  of  lading  from  the  shipper,  and  the 
answer  denied  that  the  rosin  was  shipped  to  libelant,  and  denied 
for  lack  of  knowledge,  the  transfer  of  the  bill  of  lading,  the 
libelant  was  required  to  introduce  evidence  to  establish  its  title 
to  the  shipment,  so  that  it  was  error  to  render  a  decree  for 
libelant  on  the  pleadings. — Ibid. 
Issuance  of  Clean  Bill  by  Oversight  Does  Not  Render  Ship  Liable 

for  Carrying   on    Deck  as  Agreed: 

Where  the  freight  contract  provided  for  deck  shipment  in 
the  ship's  option,  the  shipper  cannot  recover  for  loss  of  the 
consignment,  which  he  knew  was  loaded  on  deck,  merely  be- 
cause by  oversight  or  inadvertence  a  clean  bill  of  lading  was 
issued. — Ibid. 
After  Erroneous  Decree  on  Pleadings,  Evidence  Can  Be  Taken 

in  Appellate  Court: 

Where  the  District  Court  erroneously  rendered  a  decree  for 
libelant  on  the  libel  and  answer,  the  Circuit  Court  of  Appeals 
is  not  obliged  to  send  the  case  back  for  the  taking  of  evidence, 
but  can  direct  the  evidence  to  be  taken  in  that  court,  since  the 
appeal  is  a  new  trial. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul  Minn 

Copyright  by  West  Publishing  Co.) 


MEASURE   OF   DAMAGES   FOR   LOSS  OF   FREIGHT 
Shipper    Entitled   to   Full   Compensation   for  Carrier's   Failure  to 

Carry  and   Deliver: 

(Supreme  Judicial  Court  of  Massachusetts.)  A  shipper  is 
entitled  to  recover  full  compensation  for  the  loss  or  damage 
suffered  by  the  carrier's  failure  to  carry  and  deliver  the  goods 
safely.— Woonsocket  Machine  &  Press  Co.  vs  New  York  N  H 
&  H.  R.  Co.,  131  N.  E.  Rept.  461. 
Value  at  Time  and  Place  of  Delivery  Held  to  Govern  Measure 

of  Damages: 

In  an  action  against  a  carrier  for  the  loss  of  goods  shipped 
in  interstate  commerce  in  February,  1916,  the  amount  of  the 
loss  was  to  be  determined  by  the  value  of  the  goods  at  the 
.ime  and  place  of  delivery,  and  not  at  the  time  and  place  of 
shipment. — Ibid. 
Market  Value  of  Goods  Lost  Is  Measure  of  Recovery  When 

Goods   May  Be   Purchased   in  the   Market: 

If  at  the  time  of  a  carrier's  failure  to  safely  carry  and  de- 
the  shipper  could  purchase  in  the  open  market  sub- 

'lensaHnn  t™^  ,g°°ds'  the  market  value  constitutes  full  com- 
pensation for  the  loss. — Ibid 


Measure  of  Recovery  for  Loss  of  Shells  Having  No  Market  Value 
Stated: 

In  an  action  against  a  carrier  for  the  loss  of  high  explosive 
shells  manufactured  by  plaintiff  for  the  British  government  and 
having  no  market  value,  properly  speaking,  the  actual  value  of 
the  shells,  determined  by  the  cost  of  replacing  them,  or,  if  shells 
of  similar  material  could  be  manufactured  at  a  certain  price, 
such  price,  with  such  expenses  as  might  be  reasonably  incurred 
in  procuring  a  new  contract,  would  fairly  measure  the  extent  of 
the  loss. — Ibid. 

Amount  Which  Was  to  Be  Paid  for  Shells  Held   Not  Decisive  of 
Their  Actual  Value: 

In  an  action  against  a  carrier  for  the  loss  of  high  explosive 
shells  manufactured  for  the  British  government,  the  amount 
which  the  British  government  was  to  pay  for  the  shells  was 
not  decisive  as  to  their  actual  value  at  the  time  and  place  in 
question. — Ibid. 

Profits  on  Contract  Under  Which  Goods  Manufactured   Not  Ma- 
terial in  Estimating  Damages: 

In  an  action  against  a  carrier  for  the  loss  of  high  explosive 
shells  manufactured  by  plaintiff  under  a  contract,  the  profits 
of  the  contract  were  not  material  on  the  question  of  actual 
value,  and  were  not  to  be  considered  in  estimating  the  damages. 
—Ibid. 
Contract  Price  of  Shells  Lost  Held  Admissible: 

In  an  action  against  a  carrier  for  the  loss  of  high  explosive 
shells  manufactured  by  plaintiff  under  a  contract  with  one  hav- 
•  ing  a  contract  with  the  British  government,  the  amount  which 
the  government  had  contracted  to  pay,  though  not  conclusive, 
was  admissible  on  the  question  of  actual  value,  as  tending  to 
show  the  cost  of  replacement. — Ibid. 

Contracts  with  Third   Persons  for  Manufacture  of  Similar  Shells 
Admissible  on  Question  of  Value: 

In  an  action  against  a  carrier  for  the  loss,  in  February,  1916, 
of  high   explosive   shells   manufactured   for  the   British   govern- 
ment under  a  contract  dated  July  3,  1915,  and  calling  for  delivery 
between  August  1  and  December  31,  1915,  contracts  between  the 
British   government  and   third  persons   for  the   manufacture   of 
substantially  similar  shells,  executed  in  July,   October  and  No- 
vember, 1915,  under  which  deliveries  were  made  in  accordance 
with   their  terms,   those   under  the   latest  contract  being  made 
from  January  to  June,  1916,  were  admissible  on  the  questions 
of  actual  value  and  cost  of  replacement,  the  dates  of  the  con- 
tracts and  deliveries  not  being  too  remote. — Ibid. 
Where  Wheat  Shipped  Consigned  to  Shipper's  Order,  Title  Passes 
on   the    Payment   of    Draft   Attached   to    Bill    of   Lading   and 
Delivery  of  the  Bill  of  Lading,  Though  Weighing  at  Destina- 
tion Necessary: 

(Court  of  Civil  Appeals  of  Texas,  Galveston.)  Where  wheat 
is  purchased  and  shipped  by  rail  consigned  to  shipper's  order, 
and  drafts  for  the  price  are  sent  through  banks,  with  bills  of 
lading  attached,  and  such  drafts  are  paid  by  the  purchaser,  and 
bills  of  lading  delivered  to  him,  title  passes  to  the  purchaser, 
notwithstanding  that  the  wheat  must  be  measured  or  weighed  at 
destination  to  definitely  determine  the  exact  sum  to  be  paid  for 
the  entire  mass. — Fort  Worth  Elevators  Co.  vs.  Keel  &  Son  et  al., 
231  S.  W.  Rept.  481. 

Carrier   Relieved   of   Liability  for  Shipment  on    Delivery  to   Pur- 
chaser's  Agent: 

Where  a  seller  of  wheat  shipped  it  by  rail  to  his  order,  with 
a  draft  and  bill  of  lading  attached,  and  the  carrier  delivered  it 
to  a  wharf  company,  which  was  the  agent  of  the  purchaser 
authorized  to  receive  it,  the  carrier  thereafter  owed  no  legal 
duty  relative  to  the  protection  of  the  wheat. — Ibid. 
Evidence  Held  to  Show  Proximate  Cause  of  Loss  of  Wheat  Due 
to  Act  of  God: 

In  an  action  by  a  purchaser  of  two  carloads  of  wheat  brought 
against  the  seller,  the  carrier,  and  a  wharf  company,  where  it 
appeared  that  during  a  flood  the  wharf  company  hauled  the  cars 
into  the  yards  of  a  railroad  company,  where  they  were  destroyed 
by  fire  caused  by  the  flood  waters  reaching  an  adjacent  car  of 
unslacked  lime,  the  undisputed  evidence  held  to  show  that  the 
proximate  cause  of  loss  of  the  wheat  was  due  to  a  storm  prop- 
erly classified  as  an  act  of  God.— Ibid. 
Substitution  of  Federal  Agent  Under  Transportation  Act: 

(Court  of  Civil  Appeals  of  Texas,  Amarillo.)  The  substitu- 
tion of  federal  agent  appointed  under  transportation  act  1920 
as  defendant  in  a  suit  against  the  Director-General  and  a  rail- 
road Company,  though  made  without  the  notice  ordinarily  re- 
quired by  the  state  practice,  is  sufficient  where  such  notice  is 
waived  by  an  appearance  by  the  attorneys  who  signed  for  the 
pleadings  for  the  Director-General  and  represented  the  agent  at 
the  trial,  making  objection  and  taking  bills  of  exceptions.— 
Payne  vs.  White  House  Lumber  Co.,  231  S.  W.  Rept.  417. 
Judicial  Notice  that  Director-General  of  Railroads  Was  Succeeded 
by  Agent  of  President: 

Where  suit  was  brought  against  a  railroad  company  and  the 
Director-General  of  Railroads,  who  was  thereafter,  before  trial 
of  the  case,  dismissed  and  succeeded  by  the  agent  of  the  Presi- 
dent under  transportation  act  1920,  the  court  will  take  judicial 
notice  of  the  fact  that  the  latter  was  agent  for  the  company 
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prior  to  the   trial  and   that,  the  former  Director-General  was  no 

longer  cut  it  led  to  represent  the  government  at  that  time. — Ibid. 

District   Court   Has  Jurisdiction   of  Suit    to     Recover   Demurrage 

and  Excess  Freight  Charges  Made  in  Violation  of  Interstate 

Commerce  Commission  Rule: 

The  district  court  has  jurisdiction  of  a  suit  to  recover  ex- 
cessive freight  charges  and  demurrage  paid  under  protest,  though 
the  initial  jurisdiction  is  with  the  Interstate  Commerce  Com- 
mission to  fix  and  establish  rules  and  rates,  the  suit  being  to 
recover  charges  demanded  and  paid  in  violation  of  the  Interstate 
Commerce  Commission's  rule  fixing  demurrage  charges  and 
freight  rates,  and  not  to  assail  the  rule  as  unreasonable. — Ibid. 
Testimony  as  to  What  Constituted  Market  Value  Admissible 
Where  Witness  Testified  He  Knew  the  Market  Value: 
In  an  action  against  a  railroad  for  damages  for  shortage  be- 
tween weights  at  points  of  shipment  and  destination  of  certain 
cars  of  coal  delivered  to  consignee,  testimony  of  a  witness  that 
the  market  value  of  the  coal  was  the  price  at  the  mines  plus 
carriage  ;m<l  tax,  and  giving  the  amount  at  each  place  on  eacn 
shipment,  was  admissible  where  he  first  testified  that  he  knew 
the  market  value. — Ibid. 

Causes  of  Action  for  Excessive  Freight  and  Demurrage  Charges 
and   Damages  for  Shortage  of  Coal   Property  Joined: 
Causes   of  action   against    a    railroad   for  excessive  freight 
charges,  demurrage  charges  wrongfully  exacted  and  damages  for 
shortage  of  coal  delivered,  were  properly  joined,  since  all  grew 
out.  of  contracts  of  shipment  and  were  not  ex  delicto,  but  ex 
contn>ctu,  and  between  the  same  parties. — Ibid. 
Testimony     from     Records    Made    by    Wireless   Was   Admissible, 
Though  Records  Themselves  Were  Exhibits  and  Witness  had 
No   Independent   Recollection  of  Facts: 

In  an  action  against  a  railroad  company  for  damages  for 
short  ago  of  coal  delivered  to  plaintiff,  testimony  of  the  manager 
of  plaintiff's  business  at  the  place  of  delivery,  as  to  the  weight 
of  two  cars  of  coal  upon  their  arrival,  was  admissible,  though 
witness  testified  from  his  records,  which  were  attached  to  his 
deposition  as  an  exhibit  showing  the  weight  of  the  two  cars, 
where  his  duties  were  to  keep  correct  records  of  such  transac- 
tions, the  cars  were  unloaded  under  his  direction,  and  he 
weighed  the  coal  and  made  the  entries  at  the  time  of  unloading 
and  identified  the  weight  sheets  from  which  he  testified  as  origi- 
nal records  from  his  office,  although  he  had  no  independent 
recollection  of  the  weights. — Ibid. 

Testimony   from   Original    Sheets    Made   by    Witness   Admissible, 

Though  Book  in  Which  Same  Kept  Not  Offered  in  Evidence: 

Where  a  witness,   in  an  action  to  recover  from   a  railroad 

company  for  shortage  of  coal  delivered  to  plaintiff,  testified  as 

to  the  weight   of   certain   cars   delivered,   from    certain    weight 

sheets  made  by  him  at  the  time,  the  fact  that  the  book  in  which 

the  sheets  were  kept  was  not  offered  in  evidence  did  not  render 

them   inadmissible,  only  the  entry  in  the  book  relevant  to  the 

issue  being  admissible. — Ibid. 

Testimony  as  to  Weight  of  Cars  of  Coal  Weighed  and  Entered 
in  Books  by  Witness  at  Time  of  Unloading  Admissible, 
Where  Witness'  Superior  Testified  as  to  Correctness  of 
Entries: 

In  an  action  to  recover  from  a  railroad  company  for  short- 
age of  coal  delivered  to  plaintiff,  testimony  of  a  witness  as  to 
the  weight  of  part  of  two  cars  delivered  was  admissible,  where 
the  weights  were  entered  by  him  in  the  books  at  the  time  of 
unloading,  which  was  part  of  his  duty,  and  plaintiff's  general 
manager  testified  as  to  the  correctness  of  the  entries  made. — 
Ibid. 

Testimony  of  Witnesses  as  to  Weight  of  Cars  of  Coal  Admis- 
sible Along  with  Original  Scale  Tickets  Showing  Weights  of 
Cars  and  Coal  in  Pounds: 

In  an  action  against  a  railroad  company  to  recover  for  short- 
age of  coal  delivered  to  plaintiff,  testimony  of  witnesses  who 
weighed  out  the  cars  of  coal  at  the  initial  points  of  shipment, 
that,  in  the  line  of  their  duties  they  kept  a  record  of  the  weights 
of  the  cars  when  empty  and  loaded  and  that  each  attached  the 
original  scale  tickets,  which  corresponded  with  the  entires  on 
their  books,  were  admissible,  as  were  the  scale  tickets  them- 
selves, upon  which  the  weights,  gross,  tare  and  net,  were 
stamped  when  the  weighing  was  done,  the  figures  on  the  tickets 
being  construed  to  mean  pounds  and  not  tons. — Ibid. 
Though  Cars  Were  Bunched  Owing  to  Washouts,  Carrier,  Though 
Without  Fault,  Not  Entitled  to  Demurrage  for  Free  Time 
Allowed  Shipper  in  Such  Case: 

Though  cars  were  bunched  through  no  fault  of  the  carrier, 
but  owing  to  washouts  over  which  it  had  no  control,  it  could 
not  collect  demurrage  for  the  free  time  which  the  rules  grant 
the  shipper  under  such  conditions,  making  it  impossible  to  get 
cars  for  loading  and  unloading,  and  which  demurrage  the  rules 
also  stipulate  shall  be  refunded. — Ibid. 

Where  Court  Admitted  Evidence  on  Issue  After  Sustaining  Ex- 
ception, and  Petition  Not  Amended,  It  Is  Presumed  Court 
Changed  Mind: 

Where,  in  an  action  to  recover  demurrage  charges  paid  un- 
der protest,  the  court  admitted  an  expense  bill  to  show  the 
amount,  of  demurrage  and  rendered  judgment  therefor  after  hav- 


ing sustained  exceptions  thereto,  and  that  portion  of  the  peti- 
tion suing  for  demurrage  was  not  Htrlcken  out,  it  will  be  pre- 
sumed on  appeal  that  the  court  changed  his  mind. — Ibid. 
Where   No  Objection    to    Bills   Showing   Weight  of  Car  of  Coal 

Delivered     to     Consignee,    No     Error     in     Allowing     Amount 

Stated  Therein: 

In  an  action  to  recover  for  shortage  of  coal  delivered  to 
consignee  where  there  was  no  objection  to  the  introduction  of 
a  freight  bill  and  expense  bill  showing  the  weight  of  a  car  of 
coal,  the  court  was  justified  in  allowing  the  amount  therein 
stated.— Ibid. 

Evidence  Held  to  Support  Judgment  for  Shortage  in  Coal  Deliv- 
ered, Though  There  Was  Probable  Chance  of  Los*  or  Error 
in  Ascertaining  Weight  Thereof: 

Evidence  held  sufficient  to  support  the  amount  of  a  judg- 
ment for  shortage  in  coal  delivered  to  consignee,  due  to  its 
having  been  shipped  in  open  cars  to  save  money  in  loading  and 
unloading,  though  there  was  probable  chances  of  loss  or  error 
in  ascertaining  the  weight  thereof.— Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digest!  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Dunnage  Used  in  Automobile  Cars  Subject  to  Automobile  Rate: 
(Circuit  Court  of  Appeals,  Eighth  Circuit.)  Under  a  tariff 
classification  providing  that  unless  otherwise  provided  charges 
shall  be  computed  on  gross  weights,  and,  in  the  absence  of  other 
provision,  dunnage  used  in  blocking  and  securing  automobiles 
in  the  car  held  subject  to  the  automobile  rate,  and  not  to  the 
lumber  rate. — Butler  Motor  Co.  vs.  Atchison,  T.  &  S.  F.  Ry  Co 
272  Fed.  Rept.  683. 

Action  to  Determine  Rate  on  Dunnage  Held  Within  Jurisdiction 
of  Court: 

An  action  to  determine  the  rate  applicable  to  dunnage  used 
in  shipments  of  automobiles,  where  the  only  question  was  the 
construction  of  the  terms  of  published  tariff  classifications  held 
within  the  jurisdiction  of  a  court,  and  not  requiring  a  precedent 
application  to  the  Interstate  Commerce  Commission. — Ibid. 
In  Action  for  Difference  Between  Interstate  and  Intrastate  Rates, 
Question   Was   Whether  There   Was   Actual   Good   Faith    De- 
livery at  Point  of  Reshipment: 

(Circuit  Court  of  Appeals,  Sixth  Circuit.)  In  an  action  to 
recover  the  difference  between  the  interstate  through  rate  and 
the  sum  of  the  interstate  and  intrastate  rates  on  lumber  shipped 
to  defendants  at  O.  and  reshipped  to  M.,  the  real  issue  was 
whether  the  shipments  were  in  fact  shipments  to  O.,  with  an 
actual  good-faith  delivery  to  defendants  at  O.,  and  reconsign- 
ments  actually  by  defendants,  having  received  possession  at 
O.;  and  the  existence  of  an  original  and  continuing  intention  to 
reship  at  O.,  for  the  purpose  of  saving  expense,  was  not  of  itself 
sufficient  to  convert  the  shipments  into  through  shipments,  If 
there  was  otherwise  a  good-faith  delivery  at  O. — Baltimore  &  O. 
S.  W.  R.  R.  vs.  Seattle  et  al.,  272  Fed.  Rept.  675. 
Demurrage  and  Trackage  Charges  at  Point  of  Reshipment  Prop- 
erly Considered  in  Determining  Question  of  Good  Faith: 
In  an  action  to  recover  the  difference  between  the  interstate 
through  rate  and  the  sum  of  the  interstate  and  intrastate  rates 
on  lumber  consigned  to  O.,  and  reshipped  on  intrastate  bills 
of  lading  to  M.,  the  court  properly  charged  that  the  jury  might 
consider  demurrage  charges  and  trackage  charges  paid  at  O.,  in 
determining  the  question  whether  there  was  an  actual  good-faith 
delivery  to  the  consignees  at  O. — Ibid. 

Conditional  Authority  to  Interstate  Commerce  Commission  to 
Regulate  Intrastate  Rates  Within  Power  of  Congress  Over 
Interstate  and  Foreign  Commerce: 

(District  Court,  N.  D.,  New  York.)  The  authority  given  the 
Interstate  Commerce  Commission  by  transportation  act  Feb. 
28,  1920,  416  (3,  4),  to  prescribe  a  rate  or  fare  on  intrastate 
commerce  to  be  observed  by  a  carrier  subject  to  its  jurisdiction, 
if,  after  a  full  hearing,  it  shall  find  that  a  rate  or  fare  Imposed 
by  state  authority  "causes  any  undue  or  unreasonable  advan- 
tage, preference  or  prejudice  as  between  persons  or  localities  In 
intrastate  commerce  on  the  one  hand  and  interstate  or  foreign 
commerce  on  the  other  hand,  or  any  undue,  unreasonable  or 
unjust  discrimination  againsnt  interstate  or  foreign  commerce," 
which  rate  or  fare  so  prescribed  shall  be  observed,  while  in 
effect  by  the  carriers  affected  thereby,  "the  law  of  any  state 
or  the  decision  or  order  of  any  state  authority  to  the  contrary 
notwithstanding,"  is  within  the  constitutional  power  of  Congress 
to  regulate  interstate  and  foreign  commerce. — Lehigh  Valley  R. 
Co.  vs.  Public  Service  Commission,  Second  Dist.  of  State  of 
New  York  et  al..  272  Fed.  Rept.  758. 


230 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  5 


Findings  of  Fact  by   Interstate  Commerce  Commission    Binding 
on  Courts: 

A  finding  by  the  Interstate  Commerce  Commission  that  a 
rate  or  fare  imposed  by  state  authority  on  intrastate  commerce 
causes  undue,  unreasonable  and  unjust  discrimination  against 
interstate  and  foreign  commerce  is  binding  on  the  courts,  ir 
there  is  any  evidence  to  support  it. — Ibid. 
Power  of  Congress  to  Regulate  Interstate  and  Foreign  Commerce 

Includes  Incidental  Power  Over  Intrastate  Rates  of  Carriers: 

While  Congress  has  no  constitutional  power  over  intrastate 
rates  as  such,  it  has  power  to  legislate  respecting  such  rates  for 
the  protection  of  interstate  or  foreign  commerce  from  a  burden 
cast  upon  it  by  rates  fixed  by  state  authority,  and  its  laws  en- 
acted in  the  exercise  of  such  power  are  paramount. — Ibid. 
Action  to  Recover  Overcharge  Within  Jurisdiction  of  Court: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  A  direct  action 
in  court  may  be  maintained  against  a  railroad  company  to  re- 
cover overcharges  on  shipments,  where  no  question  is  made  as 
to  tariff  schedules  or  rules  requiring  administrative  action  by 
the  Interstate  Commerce  Commission,  but  the  only  issue  is  one 
of  fact  as  to  whether  or  not  defendant  furnished  a  service  that 
entitled  it  to  the  higher  rate  charged — Kansas  City  Southern 
Ry.  Co.  vs.  Wolf,  272  Fed.  Kept.  681. 
Finding  by  Interstate  Commerce  Commission  that  Railroad  Is 

Engaged  in  Interstate  Commerce  Binding  on  Courts: 

(District  Court,  E.  D.,  New  York.)  A  finding  by  the  Inter- 
state Commerce  Commission  that  a  railroad  is  engaged  in  inter- 
state commerce  and  subject  to  the  jurisdiction  of  the  Commis- 
sion, if  supported  by  any  evidence,  is  binding  on  the  courts. — 
City  of  New  York  vs.  United  States  et  al.,  272  Fed.  Kept.  768. 
Enforcement  of  Cease  and  Desist  Order  of  Commission  Relating 

to  Switching  Charges  Restrained: 

(District  Court,  N.  D.,  Ohio,  E.  D.)  A  preliminary  injunc- 
tion granted,  restraining  enforcement  of  an  order  of  the  Inter- 
state Commerce  Commission  directing  trunk  line  carriers  to 
cease  and  desist  from  making  allowances  to  a  terminal  railroad 
company,  for  switching  services,  where  such  order  was  made 
on  a  petition  of  the  terminal  company  for  reparation  for  failure 
to  make  such  allowances  in  a  past  period  during  which  they 
had  been  discontinued,  though  subsequently  resumed,  which  pe- 
tition did  not  tender  any  issue  as  to  the  future  practice,  ana 
petitioner  was  not  advised  that  such  issue  was  to  be  considered, 
and  where  the  only  evidence  as  to  existing  conditions  was  the 
record  in  a  proceeding  several  years  before. — National  Tube  Co. 
et  al.  vs.  United  States  et  al.,  272  Fed.  Kept.  735. 
Commission's  Order  Dividing  Through  Rate  on  Shipment  of 

Terminal  Carrier's  Coal  Over  Its  Own  and   Initial  Carrier's 

Lines  Held  Valid: 

(Supreme  Court  of  Texas.)  Where  the  railroad  commission 
established  a  joint  through  rate  from  one  point  to  another,  and 
where  the  terminal  carrier  purchased  coal  at  the  point  of  com- 
mencement for  shipment  between  such  points  without  an  agree- 
ment with  initial  carrier  as  to  division  of  the  through  rate,  the 
Commission's  order,  dividing  the  through  rate  for  shipment  of 
such  coal  in  proportion  to  the  local  rates  of  the  carriers,  held 
valid,  as  against  contention  that  terminal  railroad  was  not  en- 
titled to  a  revenue  prorate  for  hauling  its  own  coal  over  its  own 
line. — Texas-Mexican  Ry.  Co.  vs.  Rio  Grande  &  E.  P.  Ry.  Co., 
231  S.  W.  Rept.  308. 
Terminal  Carrier  Not  Entitled  to  Switching  Charges  on  Its  Coal 

Billed  for  Through   Shipment  But  Stopped   at   Intermediate 

Point  Without  Notice  to  Initial  Carrier: 

Where  railroad  commission  established  a  joint  through  rate 
between  two  points,  and  where  terminal  carrier  purchased  coal 
at  point  of  commencement  and  billed  coal  for  shipment  to  such 
other  point,  it  was  not  entitled,  to  switching  charges  on  cars 
stopped  by  it  at  the  intermediate  point  where  initial  carrier's 
line  terminated  and  its  own  line  commenced,  without  informing 
initial  carrier  as  to  the  cars  so  stopped  and  the  number  or 
identity  thereof.— Ibid. 

Action     on     Cause    Arising     During     Federal     Control     Properly 

Brought  Against  Company: 

(Supreme  Court  of  South  Carolina.)  Although  the  joint 
resolution  of  Congress  of  July  16,  1918,  empowered  the  President 
to  take  control  of  all  telegraph  systems,  and  the  presidential 
proclamation  authorized  the  Postmaster-General  to  exercise  such 
control  through  the  existing  personnel,  an  action  on  a  cause 
arising  during  governmental  control  was  properly  brought 
against  the  telegraph  company,  the  contract  between  the  com- 
pany and  Postmaster-General  obligating  the  latter  to  save  tne 
company  harmless  from  all  judgments  and  decrees  by  reason 
of  any  cause,  of  action  arising  out  of  federal  control,  for,  in  any 
event,  the  judgment  should  be  paid  by  the  Postmaster-General. 
— Poston  vs.  Western  Union  Telegraph  Co.,  107  S.  E.  Rept.  516. 
Cause  of  Delay  Question  for  Jury: 

Where  a  telegraph  company  asserted  that  delay  in  delivery 

of  a  message  was  due  solely  to  the  prevalence  of  an  epidemic 

of  influenza,  which  was  an  act  of  God,  that  question  was  prop- 

irly  submitted  to  the  jury,  the  testimony  of  the    issue    being 

contradictory.— Ibid. 


R.  R.  A.  REPARATION  POLICY 

The  Traffic  World   Washington  Bureau 

A  memorandum,  setting  forth  the  position  Director-General 
Davis  takes  concerning  orders  of  reparation  issued  by  the  Com- 
mission on  account  of  unreasonable  rates,  has  been  prepared 
by  John  F.  Finerty,  assistant  counsel-general.  It  is  intended 
for  the  information  of  shippers  and  members  of  Congress  who 
have  been  asked  by  shippers  to  make  orders  of  reparation  given 
by  the  Commission  final  and  conclusive  on  the  carriers,  except 
where  there  is  constitutional  ground  for  questioning  their  valid- 
ity. 

Director-General  Davis,  according  to  the  memorandum, 
which  was  submitted  to  him,  takes  the  position  that  he  will 
not  pay,  voluntarily,  reparation  where  it  affirmatively  appears 
that  the  claimant  has  not  been  damaged  either  because  it  ap- 
pears that  he  has  succeeded  in  passing  the  unreasonable  rate 
on  to  his  vendee,  or  because  it  appears  that,  under  the  regu- 
lations of  such  administrative  bodies  as  the  Fuel  Administra- 
tion and  the  Food  Administration,  the  complainant  was  not 
actually  interested  in  the  measure  of  the  freight  rate,  since  his 
sale  price  was  limited  so  as  to  include  only  the  freight  rate 
actually  in  effect  at  the  time  the  goods  moved,  and  that  the 
claimant's  sale  price  must  have  been  proportionately  reduced. 

All  this  is  based  on  the  theory  that  the  Supreme  Court 
erred  when  it  made  the  decision  in  the  Darnell-Taenzer  case. 
In  that  view  he  is  backed  up  by  the  recommendations  of  the 
Commission,  made  in  its  reports  to  Congress,  that  Congress,  by 
legislation,  set  aside  that  decision  and  bring  into  play  the  rule 
laid  down  in  the  International  Coal  Company  case,  by  applying 
which  the  Commission  denies  reparation  in  practically  all  unjust 
discrimination  and  undue  prejudice  cases. 

Finerty  is  not  asking  that  the  rule  in  the  International  Coal 
Company  case  unadulterated  be  applied  to  findings  of  unrea- 
sonable rates.  All  he  is  asking  is  that  when  the  Railroad  Ad- 
ministration affirmatively  shows  that  the  shipper  did  not  lose 
money,  no  reparation  be  awarded.  His  suggestion  as  to  cases 
in  which  the  Railroad  Administration  could  show  that  the  ship- 
per had  not  been  damaged  are  those  in  which  it  can  be  shown 
that  the  shipper  passed  the  amount  of  the  unreasonable  rate 
on  to  the  man  to  whom  he  sold  his  goods;  and,  second,  those 
in  which  the  goods  were  sold,  under  orders  of  the  food  or  fuel 
administrations,  practically  on  the  f.  o.  b.  point  of  origin  basis, 
at  a  stated  profit  per  unit. 

The  Fuel  Administration  fixed  the  profits  of  operators  and 
dealers  at  so  much  a  ton,  so  that  if  an  operator,  years  after 
the  transaction,  obtains  a  refund  of  part  of  the  freight  rate,  his 
profit  is  larger  than  the  figure  established  by  the  Fuel  Admin- 
istration. Finerty  makes  the  point  that,  in  such  cases,  the  ship- 
per could  have  no  interest  in  the  freight  rate  unless  he  could 
show  that  his  profit,  by  reason  of  some  condition  which  he 
might  prove,  was  cut  below  the  allowance  made  by  the  Fuel 
Administration. 

Another  argument  made  by  Finerty  is  that,  inasmuch  as  the 
unreasonable  rate  was  passed  on  to  the  ultimate  consumer,  now 
to  require  the  government,  through  its  agency,  the  Railroad 
Administration,  to  pay  over  money  to  the  shipper,  would  be  to 
impose  a  double  penalty  on  the  public.  The  first  was  when 
the  unreasonable  rate  was  added  to  the  price  of  the  goods.  The 
second  would  be  collecting  taxes  from  the  public  to  pay  the 
awards  of  reparation  made  on  such  a  basis. 

Finerty's  memorandum,  in  effect,  is  in  two  parts.  The  first 
is  a  setting  forth  the  character  of  awards  the  Director-General 
will  not  pay,  and  why.  The  second  is  an  argument  to  show  why 
the  Supreme  Court  erred  in  making  the  Darnell-Taenzer  deci- 
sion. The  first  part  is  as  follows: 

The  Supreme  Court  has  held  in  the  Darnell-Taenzer  case,  decided 
January  21,  1918: 

(1)  That  where  a  shipper  has  paid  a  rate  found  by  the  Inter- 
state Commerce  Commission  to  be  unreasonable,  there  is  a  pre- 
sumption of  damage  to  the  extent  of  the  difference  between  the 
unreasonable  rate  and  a  reasonable  rate;  and, 

(2)  That  this  presumption  is  not  rebutted  by  showing  that  t 
shipper  has  succeeded  in  passing  on  the  excessive  rate. 

The  Interstate  Commerce  Commission  in  its  last  two  annual 
reports  to  Congress  has  condemned  the  doctrine  of  the  Darnell-Taen- 
zer decision  and  has  asked  Congress  to  set  it  aside  by  appropriate 
legislation  and  to  require  the  claimants  to  sustain  the  burden  of 
proving  actual  damage  in  accordance  with  the  decision  of  the  Supreme 
Court  in  the  case  Pennsylvania  R.  R.  vs.  International  Coal  Co..  2! 
U.  S.,  184.  (-See  33d  Annual  Report,  Interstate  Commerce  Commission, 
pages  17-21,  and  34th  Annual  Report,  page  78.) 

It  will  be  observed  that  the  Darnell-Taenzer  case  was  decided 
before  federal  control  and  has  specific  application  only  to  corporate 
carriers.  In  view  of  the  fact  that  the  Interstate  Commerce  Commis- 
sion has  condemned  the  theory  of  that  case,  even  in  its  application 
to  corporate  carriers,  the  director  general  certainly  is  not  warranted 
in  assuming  that  the  Supreme  Court  would  extend  its  doctrine  so  as  to 
apply  to  the  government  during  federal  control,  particularly  as  the 
very  consideration  urged  by  the  Interstate  Commerce  Commission  in 
condemning  the  application  of  that  decision  to  corporate  carriers, 
become  even  more  cogent  when  applied  to  government  operations 
under  the  abnormal  conditions  existing  during  federal  control. 

The  Interstate  Commerce  Commission,  even  though  It  has  con- 
demned the  Darnell-Taenzer  doctrine  and  has  asked  Congress  to 
abrogate  it  by  legislation,  is.  of  course,  bound  by  that  decision,  and 
considers  itself,  perhaps  properly  from  Its  point  of  view,  required  to 
apply  that  decision  as  against  the  director  general.  In  fact,  in  my 
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opinion,   ami   in   tin-  opinion  of  certain  of  thi-  lawyer  members  of  the 
im.  ISL.I.     Commerce   Commission,   tin-   Commission,   while   in   theory 

c lemnlng  the  doctrine  of  the  Darnell-Taenzer  i-imc,  has  in  practice, 

been  Itself  too  railieal   in  its  construction  of  that  decision,  and  has  In 

el  that   tin-  decision  Roes  so  far  as  to  require  an  award 

i.araiion  iv. MI  where  It  affirmatively  appears  that  the  claimant 
has  not  boon  damaged. 

It   should   be   remarked   that   if   this   be   In   fnct   the   correct   con- 

tion   of  the    Darn.  II  Tai-n/.er   deelsion.    Hint   decision   amounts    to 

sustaining  the  imposition  of  a  i/enalty.  and  that   whatever  may  be  the 

\  ..h.lity  of  a  penalty  us  against  corporate  carriers,  the  Supreme  Court 

has  specifically    ln-ld    that    a    penalty    rannnt    !»•    .  nlmv,,l    against    the 

>1   (SIM-  Missouri  Pacific  vs.  Ault,  decided  June  1,  1921.) 

It  Is  submitted,  however,  that  this  cannot  be  the  correct  construction. 

but  that  tin-  true  scope  of  the  decision  Is  as  first  set  out  herein.     This 

will  be  suh.sequently  further  developed. 

The  director  general  has  felt  compelled,  therefore,  to  take  the 
position  that  he  will  not  voluntarily  pay  reparation  where  it  afflrm- 
aihely  appears  that  the  claimant  has  not  been  damaged  either — 

(a)  Because   It   appears   that    the   claimant   has    succeeded   in 
passing  the  unreasonable  rate  on,  or 

(b)  Because    it   appears    that    under    the    regulations    of   such 
administrative    bodies   as    the    fuel    administration    and    the    food 
administration,  the  complainant  was  not  actually  Interested  In  the 
measure   of   the    freight    rate,    since   the   complainant's    sale   price 
was  limited  so  as  to  Include  only  the  freight  rate  actually  in  effect 
and  that,  therefore,   had  the  lower  rate   been    in   effect  the  claim- 
ant's .sale  price  must  have  been  proportionately  reduceed. 

It  will  be  observed  that  the  director  general's  position,  even  in 
theory,  is  not  as  radical  as  would  be  warranted  by  the  Commission's 
recommendations  to  Congress.  The  Commission  has  recommended  to 
Congress  that  the  doctrine  of  the  International  Coal  Co.  Case,  supra, 
In-  applied  to  unreasonable  as  well  as  to  discriminatory  rates.  This 
would  require  a  claimant  to  sustain  the  burden  of  affirmatively  prov- 
ing that  In-  was  actually  damaged  by  the  collection  of  an  unreasonable 
rate.  The  director  general  only  goes  to  the  extent  of  defending 
against  awards  of  reparation  where,  on  the  contrary,  it  affirmatively 
appears  that  the  claimant  was  not  damaged. 

As  a  matter  of  fact  the  director  general  has  only  definitely  refused 
to  comply  with  one  award  for  this  specific  reason.  That  is,  the  award 
in  the  case  of  the  Chamber  of  Commerce  of  Montgomery  vs.  Director 
General,  1.  C.  C.  Docket  10542.  57  I.  C.  C.  61,0.  Suit  has  been  brought 
In  the  District  Court  of  the  United  States  in  the  Middle  District  of 
Mahama,  to  enforce  this  award.  There  are  two  other  awards,  those 
in  the  Gosline  and  Koenig  Coal  Co.  cases,  Dockets  10367  and  10451, 
which  have  not  as  yet  been  complied  with,  and  which  probably  will 
not  be  complied  with,  but  final  decision  in  this  respect  is  held  awaiting 
the  Commission's  decision  in  a  similar  case  which  is  still  pending, 
Miehigan  Builders  vs.  Director  General,  Docket  11427.  There  are,  of 
course,  numerous  cases  still  before  the  Commission,  either  on  excep- 
tions to  examiners'  reports  or  on  petitions  for  rehearing,  involving  this 
question,  but  the  three  cases  cited  are  the  only  ones  where  the 
director  general  has  refused  to  comply  with  actual  awards  based  on 
the  Darnell-Taenzer  doctrine. 

Indeed,  out  of  approximately  150  formal  awards  made  by  the 
Interstate  Commerce  Commission  since  July  1,  1920,  the  director 
general  has  complied  in  full  with  123,  aggregating  $239,965.19.  He  has 
only  definitely  refused  to  comply  with  a  total  of  six  awards.  Of  these 
six,  one  has  been  re-opened  by  the  Interstate  Commerce  Commission 
itself  (Southport  Cases,  Docket  10405,  et  al.),  and  two  others  were 
declined  for  reasons  other  than  the  Darnell-Taenzer  principle.  The 
remaining  twenty  odd  awards  are  having  as  prompt  consideration  as 
is  possible  in  view  of  the  pressure  of  pending  cases.  If  any  of  these 
awards  involve  the  Darnell-Taenzer  principle  they,  of  course,  will  be 
declined. 

It  should  be  noted  in  this  connection  that  the  director  general  has 
since  July  1,  1920,  in  addition  to  paying  formal  reparation  in  the  amount 
above  specified,  paid  674  informal  reparation  claims,  amounting  to 
$35!), 912. 72.  These  represent  claims  where  the  director  general  has 
voluntarily  conceded  the  unreasonableness  of  the  rates  collected.  It 
should  be  added  tliat  approximately  $300,000.00  additional  was  paid  out 
on  similar  informaf  claims  by  the  carriers  during  the  period  of  federal 
control  for  the  account  of  the  director  general.  The  exact  amount  of 
this  additional  infomal  reparation  cannot  be  stated  because  it  has 
been  taken  into  the  federal  control  accounts  of  the  respective  carriers. 

The  second  part  is  as  follows: 

Before  concluding  it  would  seem  well  to  make  clear  both  the  error 
of  law  into  which  it  is  believed  the  Supreme  Court  has  fallen  in  its 
Darnell-Taenzer  doctrine,  even  as  applied  to  the  corporate  carriers, 
and  the  peculiar  conditions  under  federal  control  which  should  in  any 
event  prohibit  the  extension  of  that  doctrine  to  government  operation. 

The  fundamental  error  of  the  Supreme  Court  in  the  Darnell- 
Taenzer  case  would  seem  to  lie  in  Justice  Holmes'  dictum  that  be- 
cause an  unreasonable  rate  is  unlawful,  the  carrier  should  not  be 
allowed  to  retain  it  even  where  it  might  appear  that  the  shipper  had 
succeeded  in  passing  any  resulting  damage  on.  This  dictum  resulted 
from  Justice  Holmes'  ignoring  what  the  Supreme  Court  had  expressly 
recognized  in  the  International  Coal  case,  that  is,  that  the  obligation  of 
a  carrier  under  Section  6,  of  the  Interstate  Commerce  Act  to  retain, 
as  well  as  to  collect,  the  published  rate,  is  absolute,  whether  that  rate 
be  reasonable  or  unreasonable,  discriminatory  or  non-discriminatory, 
and  that  neither  the  Commission  nor  any  court  can  relieve  the  car- 
rier of  this  obligation,  but  that  the  remedy  of  the  shipper  for  the 
collection  of  a  rate  unlawful  under  Sections  1,  2,  3  or  4,  is  an  action 
for  damages  under  Sections  8  and  16.  The  Supreme  Court  said  in 
the  International  Coal  case,  230  U.  S.  184,  at  page  197: 

"The  statute  required  the  carrier  to  abide  absolutely  by  the 
tariff.  It  did  not  permit  the  company  to  decide  that  it  had 
charged  too  much  and  then  make  a  corresponding  rebate;  nor 
could  it  claim  that  it  had  charged  too  little  and  insist  upon  a 
larger  sum  being  paid  by  the  shipper.  (February  4,  1887,  24  Stat. 
379,  c.  104,  Sec.  2;  March  2,  1889.  25  Stat.  855,  c.  382,  Sec.  6. 
Armour  Co.  vs.  United  States,  209  U.  S.  56,  83.)  The  tariff,  so  long 
as  it  was  in  force,  was,  in  this  respect,  to  be  treated  as  though 
'  it  had  been  a  statute,  binding  as  such  upon  railroad  and  shipper 
alike.  If,  as  a  fact,  the  rates  were  unreasonable  the  shipper  was 
nevertheless  bound  to  pay  and  the  carrier  to  retain  what  had  been 
paid,  leaving,  however,  to  the  former  the  right  to  apply  to  the 
Commission  for  reparation. 

"In  view  of  this  imperative  obligation  to  charge,  collect  and 
retain  the  sum  named  in  the  tariff,  there  was  no  call  for  the  exercise 
of  the  rate-regulating  discretion  of  the  administrative  body  to 
decide  whether  the  carrier  could  make  a  difference  in  rates  be- 
tween free  and  contract  coal.  For  whether  it  could  do  so  or  not, 
the  refund  of  any  part  of  the  tariff  rate  collected  was  unlawful. 
It  could  not  have  been  legalized  by  any  proof,  nor  could  the  Com- 
mission by  any  order  have  made  it  valid." 

It  is  clear  from  the  portion  of  the  foreging  in  blackfaced  type, 
therefore,  that  while  the  Supreme  Court  in  the  International  Coal  case 


was  specifically  considering  only  the  case  of  a  discriminatory  rate,  It 
expressly  applied  to  an  unreasonable  rate  as  well  as  to  a  discrimina- 
tory rate  the  I  uemcnt  that  the  published  rate  be  retained 
as  well  as  collected,  and  left  the  shipper,  as  to  both  rates,  to  his 
remedy  for  damages  under  Sections  8  and  16.  It  follow*,  therefore, 
that  while  under  Section  6,  a  carrier,  and  presumably  the  director 
general,  is  absolutely  liable  to  refund  to  a  shipper  any  amount  col- 
lected in  excess  of  the  published  rate  Irrespective  of  any  question  of 
damage,  no  question  of  refund  Is  Involved  under  Sections  1,  2,  3  or  4, 
and  a  shipper's  only  right  under  these  sections  Is  for  damages  under 
Sections  8  and  16. 

It  should  here  be  remarked  that  it  may  well  be  that  the  Darnell- 
Taenzer  decision  is  correct  In  so  far  as  It  may  recognize  a  difference 
In  the  character  of  the  proof  required  to  establish  damage  In  connec- 
tion with  an  unreasonable  rate  as  distinguished  from  a  discriminatory 
rate,  and  in  so  far  as  it  holds  that  a  presumption  of  damage  arises 
In  connection  with  an  unreasonable  rate  to  the  extent  of  the  difference 
between  it  and  a  reasonable  rate,  although  it  has  been  expressly  held 
in  the  International  Coal  case,  supra,  that  no  such  presumption  arises 
in  connection  with  a  discriminatory  rate. 

As  has  been  already  noted,  however,  that  decision  If  construed, 
as  the  Commission  in  effect  construes  it,  so  as  to  hold  that  no  proof 
of  damage  is  necessary,  becomes  In  such  event  inapplicable  to  the 
director  general,  since  such  a  holding  would  amount  to  the  imposition 
of  a  penalty,  and  under  the  Ault  case,  supra,  the  director  general  can- 
not be  held  liable  for  penalties.  It  should  moreover,  be  noted  that 
the  Supreme  Court  In  the  Splller  case.  253  U.  S.,  117,  has  expressly 
held  that  even  as  to  corporate  carriers,  the  provisions  of  the  Inter- 
state Commerce  Act  are  merely  compensatory  and  are  not  penal. 

Neither  can  the  Darnell-Taenzer  case  be  construed,  even  as  to  the 
corporate  carriers,  as  holding  that  any  presumtpion  of  damage  arising 
from  the  payment  of  an  unreasonable  rate  cannot  be  rebutted.  Such 
a  construction  would  be  in  conflict  with  the  decision  of  the  Supreme 
Court  in  the  Meeker  case,  236  U.  S.  412,  which  sustained  the  constitu- 
tionality of  Section  16  of  the  Interstate  Commerce  Act  solely  on  the 
ground  that  prima  facie  effect  of  the  Commission's  finding  of  damage 
is  rebuttable. 

The  question  arises  then  as  to  what  constitutes  damage  and  as  to 
how  any  presumption  thereof  may  be  rebutted.  The  most  practical 
test  of  damage  would  seem  to  be  to  determine  whether,  if  a  reason- 
able rate  had  been  actually  in  effect  instead  of  an  unreasonable  one, 
the  claimant  would  have  made  more  money,  or  would  have  paid  less, 
as  the  case  may  be.  On  the  other  hand,  It  would  seem  that  any  pre- 
sumption of  such  damage  could  best  be  rebutted  by  showing  that 
even  had  the  reasonable  rate  been  in  effect,  the  claimant  could  have 
made  no  more  money,  nor  would  have  paid  no  less,  than  under  the 
unreasonable  one.  This  would  be  true,  for  instance,  in  the  case  of  a 
fuel  dealer  whose  sale  price  was  fixed  by  the  fuel  administration  so 
as  to  include  only  the  freight  rate  actually  in  effect.  Such  a  dealer, 
had  the  lower  rate  been  in  effect,  must  have  proportionately  shrunk 
his  sale  price,  and,  therefore,  could  have  made  no  more  money  than 
he  actually  made  under  the  higher  rate.  It  should  b  noted  that  this 
is  not  a  case  of  rebutting  a  presumption  of  damage  by  proving  that 
any  damage  was  passed  on,  but  is  rather  a  case  of  affirmatively 
proving  that  there  never  has  been  any  damage. 

The  only  question  which  remains  is  whether  the  Darnell-Taenzer 
case  is  right  in  holding  that  the  presumtpion  .of  damage,  resulting 
from  the  payment  of  an  unreasonable  rate,  is  not  rebutted  by  proof 
that  any  excessive  rate  was  passed  on.  It  seems  clear  from  Justice 
Holmes'  opinion  that  the  real  reason  he  held  that  such  proof  did  not 
rebut  the  presumption  of  damage  was  his  erroneous  impression  that 
a  carrier  could  not  lawfully  be  permitted  to  retain  an  unreasonable 
rate.  The  only  reason  suggested  by  Justice  Holmes  is  the  supposed 
inr'ilty  of  following  commercial  transactions  to  determine  whether 
the  damage  was  in  fact  passed  on.  This  does  not  seem  a  valid  objec- 
tion where  the  premise  is  that  it  is  affirmatively  shown  that  any  dam- 
age has  been  passed  on. 

The  Commission  in  its  33rd  annual  report  has  well  suggested  why 
this  latter  objection  is  not  valid  even  as  to  the  corporate  carriers 
The  Commission  there  says,  pages  20  and  21: 

"The  fact  suggested  by  the  court  in  the  Darnell-Taenzer  case, 
that  in  the  end  the  public  probably  pays  the  damages  in  most 
cases  of  compensated  torts  and  that  the  ultimate  consumer  who 
may  have  been  actually  damaged  by  the  unreasonable  charge  can- 
not recover,  appears  to  be  an  insufficient  reason  upon  principle 
why  the  shipper,  who  eventually  has  not  been  damaged,  should 
be  allowed  to  recover.  The  exaction  of  an  unreasonable  charge 
by  a  carrier  is  a  public  wrong:  but  there  is  a  clear  distinction 
between  a  public  wrong  and  private  damages.  International  Coal 
case.  If  the  law  provided  that  no  recoverey  shall  be  allowed  for 
any  violation  of  the  act  unless  the  party  claiming  reparation  can 
show  that  he  suffered  pecuniary  loss  or  damage,  it  would  prob- 
ably result  that  in  some  cases  the  damages  could  not  be  proven 
and  the  unreasonable  charge  would  be  retained  by  the  carrier 
If  it  be  felt  that  it  would  be  against  public  policy  to  permit  car- 
riers to  retain  charges  found  to  be  unreasonable,  it  would  seem 
preferable  that  the  carrier  be  required  to  pay  the  unreasonable 
charge  into  the  public  treasury  than  to  continue  the  policy  which 
permits  a  private  individual  who  has  not  really  suffered  damage 
to  recover." 

Surely,  these  considerations  suggested  by  the  Commission  as  to 
corporate  carriers  are  even  more  cogent  when  applied  to  the  govern- 
mental operation  of  the  carriers.  It  will  be  noted  that  the  Commis- 
sion's recommendation  is  that  if  it  be  against  public  policy  to  permit 
carriers  to  retain  charges  found  to  be  unreasonable,  that  carrier  be 
required  to  pay  the  unreasonable  charge  into  the  public  treasury, 
rather  than  to  permit  a  private  individual  who  has  not  really  suf- 
fered damage  to  recover  what  amounts  to  a  penalty.  Certainly,  in 
the  face  of  this  recommendation,  there  is  nothing  which  could  justify 
the  director  general  in  conceding  the  extension  of  the  Darnell-Taenzer 
doctrine  so  as  to  require  him.  Instead  of  paying  the  unreasonable  rate 
into  the  public  treasury,  actually  to  pay  out  of  the  public  treasury 
millions  of  dollars  to  shippers  who  have  not  been  damaged,  thereby 
largely  increasing  the  director  general's  already  enormous  deficit,  and 
increasing  a  public  burden  which  must  be  met  by  additional  taxation. 
This  taxation,  it  should  moreover  be  noted,  must  be  borne  largely  by 
that  very  portion  of  the  public,  the  consumers,  who  rather  than  the 
shippers,  have  in  reality  already  borne  the  unreasonable  rate. 

Indeed,  the  market  conditions  were  such  during  the  period  of  Fed- 
eral control  that  it  might  almost  be  conclusively  presumed  that  a 
shipper  was  able  to.  and  did,  pass  on  the  entire  freight  rate  to  the 
consumer.  The  director  general,  however,  is  not  attempting  to  Indulge 
any  such  presumption.  He  merely  insists  that,  where  it  affirmatively 
appears  that  such  is  the  case,  there  is  no  excuse  for  paying  out 
government  monies  to  a  shipper  who  has  not  been  damaged,  when 
such  monies  will  have  to  be  raised  by  taxes  levied  against  the  public 
as  a  whole. 

Finally,  there  is  not  the  slightest  justification  for  asking  Congress 
to  make  the  awards  of  the  Commission  final  as  against  the  director 
general  while  still  leaving  to  the  corporate  carriers  the  right  to  have 
these  awards  reviewed  by  the  courts.  The  Commission,  as  has  been 
seen,  considers  itself  bound  by  the  authority  of  the  Supreme  Court 
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to  follow  the  Darnell-Taenzer  decision,  although  the  Commission  has 
condemned  that  decision  even  as  applied  to  the  corporate  carriers 
and  has  asked  Congress  to  set  it  aside.  It  would  indeed  be  strange 
logic  for  Congress  to  impose  that  decision  upon  the  director  general 
instead  of  relieving  the  carriers  from  it,  as  the  Commission  has  rec- 
ommended. Moreover,  the  chairman  of  the  Interstate  Commerce 
Commission,  in  a  letter  to  Luther  Walter,  counsel,  of  the  National 
Industrial  Traffic  League,  has  informally  expressed  his  opinion  to  the 
effect  that  the  Transportation  Act  should  not  be  construed  as  depriv- 
ing the  government  of  this  right  of  review. 

SOUTHEASTERN  RATE  CONFERENCE 

The  Traffic  World  Washington  Bureau 

Many  angles  were  brought  into  the  conference  July  26  and 
27,  between  the  shippers  and  carriers,  called  for  the  purpose 
of  considering  the  revision  of  rates  which  the  carriers  think  is 
required  by  the  orders  of  the  Commission  in  docket  Nos.  10500 
and  10515,  the  cases  brought  by  the  North  Carolina  Corporation 
Commission  and  the  Raleigh  Chamber  of  Commerce,  and  other 
commercial  organizations  banded  with  it,  against  the  rates  from 
Virginia  cities  to  North  Carolina  points  and  the  rates  from  North 
Carolina  points  to  destinations  in  the  Southeast. 

Before  Brooks  G.  Brown,  who  presided  over  the  conference, 
was  able  to  state  the  position  of  the  carriers,  a  near-riot  was 
created  in  opposition  to  the  proposal  of  the  eastern  railroads  to 
advance  the  first  three  classes  from  eastern  cities  and  interior 
Atlantic  seaboard  territory  to  Virginia  cities,  but  to  leave  the 
lower  classes  unchanged.  The  proposal  was  to  increase  the 
New  York  to  Norfolk  first  class  rate  from  83%  cents  to  101 
cents,  with  Richmond  five  cents  over  Norfolk. 

Speaking  for  the  New  England  Traffic  League,  W.  H.  Chand- 
ler protested  that  the  proposal  was  in  contravention  of  the  agree- 
ment made  between  the  National  Industrial  Traffic  League,  on 
the  one  hand,  and  the  traffic  executives  of  the  carriers,  at  the 
meeting  of  the  League  in  New  York,  on  November  11,  last. 
He  questioned  the  good  faith  of  the  railroad  men  who  brought 
forward  this  proposal  in  connection  with  the  revision  of  rates 
from  Virginia  cities  to  North  Carolina,  and  from  North  Carolina 
into  the  Southeast.  He  suggested  that,  if  the  subordinate  traf- 
fic officials  were  going  to  execute  the  agreement  of  the  traffic 
executives  in  that  way,  it  would  be  advisable  for  the  shippers 
to  junk  the  agreement  and  make  no  effort  to  co-operate  with 
the  traffic  executives,  except  on  the  basis  of  formal  complaints 
to  the  Interstate  Commerce  Commission  and  emphatic  requests 
by  shippers  for  suspension  of  tariffs  carrying  the  proposals  of 
the  railroads,  which,  of  course,  would  not  be  co-operation  at  all. 

In  the  interest  of  harmony,  some  of  the  railroad  men  sug- 
gested a  postponement  of  the  date  of  the  Commission's  order 
In  the  North  Carolina  cases.  Vigorous  opposition  to  any  ex- 
tension was  expressed  by  Commissioner  Maxwell,  of  the  North 
Carolina  rate-making  body,  J.  H.  Fishback,  attorney  for  the  Ra- 
leigh Chamber  of  Commerce  in  the  litigation  which  resulted  in 
the  order  to  make  the  readjustment,  and  which,  at  the  time  of 
the  discussion,  was  to  be  made  effective  on  August  15,  and 
other  North  Carolina  shippers. 

Chandler's  objection  to  the  proposition  was  based  on  the 
fact  that  the  eastern  shippers  had  not  had  opportunity  to  con- 
sider what  the  railroads  proposed.  He  called  attention  to  the 
fact  that  the  eastern  carriers  had  called  a  conference  in  New 
York  for  July  20,  on  adjustment  of  rates  from  eastern  seaboard 
territory  to  North  Carolina,  and  that  they  had  then  notified 
the  shippers  that  that  conference  had  been  postponed,  at  the 
request  of  southern  shippers,  to  Washington,  July  27. 

"I'd  like  to  know  wherein  there  is  any  mention  of  rates 
from  eastern  cities  to  Virginia  cities  in  any  of  the  telegraphic 
notices  sent  out  in  connection  with  the  conference  that  was  to 
have  been  held  on  July  20,"  said  Mr.  Chandler.  "As  a  matter 
of  fact,  we  had  no  notice  of  it  until  we  came  here  July  26.  All 
we  have  been  given  is  a  skeleton  outline  of  the  adjustment. 
That  skeleton  omits  many  important  places  in  New  England 
from  which  there  is  a  considerable  traffic." 

E.  P.  Bates,  for  the  Pennsylvania  and  the  eastern  lines,  un- 
dertook to  explain  the  situation,  but  he  admitted,  in  answer  to 
questions  by  Mr.  Chandler,  that  he  could  not  give  him  definite 
information  about  the  New  England  part  of  the  proposal. 

"I  submit,"  said  Mr.  Chandler,  "that  there  cannot  be  much 
co-operation  with  an  olive  branch  in  one  hand  and  a  dagger  in 
the  other.  If  the  railroads  feel  that  they  must  file  these  rates 
so  as  to  comply  with  the  orders  of  the  Commission  in  the  North 
Carolina  cases,  why,  there  is  nothing  for  us  to  do  other  than 
to  ask  the  Commission  for  their  suspension;  and  if  we  cannot 
get  a  suspension,  go  to  Congress  for  legislation  that  will  make 
you  railroads  justify  every  rate  before  it  is  filed.  I  have  been 
opposed  to  the  Robinson  bill  and  other  legislation  looking  to 
a  restoration  of  the  Smith  amendment,  but  if  this  is  the  way 
you  are  going,  to  carry  out  the  agreement  made  last  November, 
there  is  nothing  else  for  us  to  do.  We  had  no  reason  to  think 
that  you  would  undertake  to  carry  out  the  Commission's  order 
in  these  North  Carolina  cases  on  any  basis  other  than  the  exist- 
ing adjustment  of  rates  to  Virginia  cities,  and  you  are  not  play- 
ing the  game  on  the  level  with  us  when  you  submit  a  skeleton 
of  rates  on  one  day  and  then  ask  us  on  the  next  to  go  into 


a  conference  on  the  subject.    The  rates  from  eastern  to  Virginia 
cities  were  not  involved  in  the  North  Carolina  cases." 

That  reference  to  a  conference  the  next  day  was  called 
forth  by  the  announcement  by  Chairman  Brown,  at  the  begin- 
ning of  the  session  on  July  27,  that  the  eastern  carriers  wished 
the  eastern  shippers  to  go  into  conference  with  them  immedi- 
ately on  the  subject,  while  the  North  Carolinians  and  the  south- 
ern railroads  were  discussing  phases  of  that  adjustment  which 
did  not  directly  involve  rates  from  eastern  cities  to  Virginia 
cities. 

Lincoln  Green,  Vice-President  of  the  Southern  Railway  in 
charge  of  traffic,  E.  P.  Bates  of  the  Pennsylvania  Railroad,  and 
Brooks  Brown  assured  Mr.  Chandler  that  they  had  no  desire 
and  no  intention  to  act  in  any  way  that  would  justify  an  accu- 
sation taht  the  subordinate  officials  were  not  carrying  out  the 
agreement  with  the  League,  made  by  the  traffic  executives.  Mr. 
Green  said  that  the  southern  roads  were  not  responsible  for 
what  the  eastern  carriers  had  suggested.  That  brought  forth 
the  remark  from  Mr.  Chandler  that  there  was  no  need  of  Mr. 
Green  or  anybody  else  "stalling"  on  the  subject. 

"You  know  that  I  know,  and  I  know  that  you  know,  that  this 
incease  in  the  three  upper  classes  is  proposed  because  the  south- 
ern lines  do  not  want  to  adjust  rates  to  North  Carolina  on  the 
present  Virginia  cities  rates,"  said  Mr.  Chandler.  "It  may  be 
all  right  and  necessary  to  make  an  increase,  but  what  I  am 
objecting  to  is  your  coming  here  at  the  eleventh  hour  with  pro- 
posals that  will  disrupt  relationships  that  have  long  existed, 
and  asking  us  of  the  East  to  agree  to  the  change  without  op- 
portunity to  give  any  consideration  whatever  to  the  subject. 
We  don't  propose  to  be  rushed  in  on  this  on  short  notice.  1 
don't  want  to  be  offensive,  but  if  this  is  the  way  things  are  to 
be  done,  the  shippers  will  simply  have  to  go  to  the  Commission 
asking  for  suspension,  and  to  Congress  for  a  change  in  the  law." 

"Shippers,  who  objected  to  the  changes  proposed  by  the 
eastern  carriers,  figuredd  that  the  advances  in  the  first  three 
classes  were  devised  by  using  the  Pennsylvania's  main  line 
scale  in  part  and  some  other  device  for  the  rest  of  the  proposal. 
They  concluded  that  the  carriers  decided  not  to  apply  that 
hybrid  rule  to  the  lower  classes  because  it  would  result  in  the 
lower  classes  being  cut. 

The  North  Carolina  end  of  the  proposition  was  thrown  into 
a  minor  position  by  the  commotion  raised  on  account  of  revi- 
sions which  the  carriers  said  would  be  necessary,  not  only  from 
eastern  cities  and  Atlantic  seaboard  territory,  but  also  from 
Central  Freight  Association  territory.  As  outlined  by  Chair- 
man Brown,  who  went  into  the  matter  in  great  detail,  the  pro- 
posal with  regard  to  C.  F.  A.  rates  to  the  Southeast  was  that 
that  territory  should  take  50  cents  over  the  Ohio  River,  which 
would  have  the  effect  of  reducing  rates  made  on  combination 
to  Atlanta  from  $2.57  to  $2.10.  Inasmuch  as  nothing  was  pro- 
posed with  regard  to  rates  from  the  East  to  Atlanta,  the  effect 
of  that  would  be  to  give  Chicago  the  same  rates  to  Atlanta  as 
from  New  York  to  Atlanta.  Heretofore  Chicago  has  had  higher 
rates.  From  Virginia  cities  to  Atlanta  the  rate  would  be  made 
the  same  as  from  the  Ohio  River,  the  result  being  a  reduction 
in  the  first  class  rate  from  $1.67%  to  $1.60.  That  would  have 
the  effect  of  throwing  into  the  discard  the  old  adjustment  which 
made  Baltimore,  Louisville  and  Cincinnati  the  same  to  Atlanta. 
Under  the  proposed  adjustment,  Cincinnati  would  be  $1.60  first 
class,  while  Baltimore  would  be  $1.88,  and  Carolina  points  would 
be  either  over  Ohio  River  or  Virginia  cities. 

Agreement  not  to  separate  in  anger,  at  least  not  at  this 
time,  was  reached  in  the  conference  late  in  the  afternoon  July  27. 
It  was  agreed  that  complainants  and  respondents  in  the  two 
North  Carolina  complaints,  the  orders  in  which  brought  about 
the  present  situation,  should  ask  for  a  60-day  'postponement  of 
the  effective  date  of  the  orders  therein.  During  that  GO  days, 
which  the  Commission  is  expected  to  grant,  an  effort  will  be  made 
by  all  those  concerned  to  come  to  an  understanding. 

W.  H.  Chandler,  representing  New  England  interests,  whose 
protest  had  caused  the  North  Carolina  end  of  the  conference  to 
be  overshadowed,  paved  the  way  for  the  agreement  by  suggest- 
ing, after  he  had  delivered  himself  of  a  number  of  vigorous  short 
speeches,  that  the  eastern  shippers  might  be  able,  if  permitted  to 
confer  alone,  to  suggest  a  modus  vivendi.  The  outcome  of  the 
separate  conference  of  the  eastern  shippers  and  the  railroad  men 
was  a  suggestion  for  a  postponement,  to  which  the  North  Caro- 
lina interests  assented,  but  not  gleefully.  They  would  have  pre- 
ferred an  adjustment  not  later  than  August  15,  the  operative  date 
of  the  orders  in  the  formal  cases. 

It  was  understood,  when  the  conference  broke  up,  that  E. 
P.  Bates,  of  the  Pennsylvania  Railroad,  acting  for  the  eastern 
lines,  would  call  a  conference  of  those  railroads  with  a  view  if 
possible  of  modifying  the  proposal  of  the  eastern  railroads,  which 
contemplates  an  increase  of  17.5  cents  in  the  first-class  rate  from 
New  York  to  Norfolk  and  corresponding  increases  in  the  two 
next  lower  classes,  but  no  revision  in  the  remaining  classes. 
When  the  eastern  lines  have  reached  a  conclusion  as  to  what  they 
can  offer,  Mr.  Chandler  is  to  call  a  meeting  of  eastern  shippers, 
and  then  there  will  be  a  joint  conference  if  conditions  indicate 
that  an  agreement  of  any  kind  is  possible. 

In  the  meantime  the  southern  carriers  are  also  to  search 
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their  consciences  with  a  view  to  determlnlnK  whether  they  can 
not  make  proposals  to  the  shippers  that  will  be  more  satlsfao 
tory  to  the  complainants  than  the  scheme  presented  on  July  26. 

Another  joint  conference  Is  to  be  held  If  the  'prospect  war- 
rants another  effort  to  compose  the  differences  by  negotiation, 
Instead  of  by  submission  of  conflicting  claims  to  the  Interstate 
Commerce  Commission. 


MISSISSIPPI  VALLEY  CASE 

The  Traffic  World   Washington  Bureau 

Protest  against  the  high  level  of  rates  proposed  by  the  car- 

,  as  a  method  for  removing  fourth  section  departures,  was 
roiniiiueci  in  the  argument  in  I.  and  S.  1303,  the  Mississippi 
Valley  case,  at  the  afternoon  session  July  21,  by  J.  S.  Devant 
of  the  Memphis  Freight  Bureau,  who  called  attention  to  the 
enormous  increases  to  which  that  city  would  be  subjected  if 
i  lu-  Commission  allowed  the  tariffs  to  become  effective. 

Attorney-General  Frank  Roberson,  for  the  Mississippi  com- 
mission, said  the  increases  on  traffic  in  Mississippi  would  repre- 
sent a  sum  greater  than  the  deposits  in  Mississippi  banks.  He 
protested  against  the  removal  of  the  fourth  section  violations 
by  making  nominal  reductions  on  twenty-five  per  cent  of  the 
traffic  and  terrific  advances  on  the  bulk  of  it.  Taking  up  Mr. 
Humburg's  suggestion  that  perhaps  some  business  might  be 
transferred  from  the  river  to  the  interior  cities,  with  the  result 
that  the  railroads  might  obtain  their  revenues  from  sources  from 
which  they  do  not  obtain  them  now,  Mr.  Roberson  said  that, 
inasmuch  as  the  reductions  at  the  interior  were  to  be  small 
and  the  increases  at  the  river  cities  large,  the  inevitable  effect 
would  be  a  big  increase  in  revenue.  He  said  the  argument  or 
suggestion  made  by  Mr.  Humburg  was  the  most  fallacious  ever 
made,  as  could  be  demonstrated  by  any  schoolboy  who  was  able 
to  multiply  one  figure  by  another. 

B.  F.  Martin,  for  Natchez,  made  a  similar  protest  and  par- 
ticularly as  to  the  making  of  rates  on  hay  and  grain,  which 
would  all  be  continued  as  full  combinations  on  Memphis  or  other 
river  points  which  the  carriers  have  arbitrarily  designated  pri- 
mary grain  markets.  Commissioner  Daniels  asked  if  that  was 
not  the  way  such  rates  are  made  now,  and  Mr.  Martin  said  it 
was. 

"But,"  said  he,  "we  are  having  a  new  deal  here  and  that 
is  why  I  am  objecting  to  the  perpetuation  of  that  way  of  making 
rates." 

T.  S.  Jackson  of  Hattiesburg,  a  wholesale  grocer,  also  pro- 
tested against  a  continuance  of  that  method  of  making  rates. 

G.  C.  Creighton,  in  behalf  of  stone  shippers  from  Bedford, 
Ind.,  pointed  out  inconsistencies  by  the  railroads  in  constructing 
rates.  He  said  that  after  the  carriers  had  picked  their  key 
rate  and  determined  the  percentage  to  be  used  in  constructing 
the  new  rates,  they  departed  from  that  rule  without  making  the 
slightest  explanation. 

Assaults  by  shippers  against  the  rates  proposed  were 
continued  July  22.  The  general  tenor  of  the  arguments  was 
the  same — namely,  that  the  carriers,  in  their  effort  to  comply 
with  the  rule  of  the  fourth  section,  had  taken  class  rates  to 
points  far  outside  the  scope  of  the  influence  of  the  Mississippi 
River,  and  then  by  a  new  and  unheard  of  formula  of  making 
commodity  rates  certain  percentages  of  the  class  rates,  but 
not  always  consistent,  had  produced  figures  that  were  really 
ludicrous  when  tested  by  the  major  command  in  the  first  sec- 
tion of  the  act,  that  rates  shall  be  just  and  reasonable. 

Paul  Blanchard,  for  Armour  &  Co.,  used  striking  language 
In  pointing  out  what  most  of  the  shippers  consider  the  unrea- 
sonableness of  the  proposals.  He  said  that  on  bone  black 
alone,  a  commodity  of  which  probably  not  more  than  two  or 
three  in  the  room  had  ever  heard,  Armour  &  Co.  alone  would 
have  to  pay  $26,000  a  year  more.  The  increase  to  that  com- 
pany on  all  the  stuff  it  ships  into  the  Mississippi  Valley  terri- 
tory would  be  about  $200,000  a  year,  he  said.  In  the  testi- 
mony the  estimate  was  only  $150,000,  he  said,  but  a  re-check 
showed  that  to  be  an  underestimate. 

"And  Armour  &  Co.  probably  ship  less  than  one  per  cent 
of  the  tonnage  that  will  be  affected,"  Blanchard  said.  "I 
would  like  to  know  under  what  section  of  the  statute  the  Illi- 
nois Central,  which  has  always  paid  good  dividends,  is  to  be 
authorized  to  double  and  treble  its  rates  because  the  weaker 
lines  are  said  to  require  that  road  to  charge  that  much  to 
enable  them  to  live.  They  have  said  the  Illinois  Central,  by 
making  low  rates,  captured  a  large  tonnage  from  the  river 
lines,  which  by  these  rates  it  will  lose,  so  that  under  the  new 
rates  it  will  make  less  than  before.  I  would  like  Messrs.  Hum- 
burg  and  Drayton  to  point  to  the  statute  which  authorizes 
such  rates." 

Commissioner  Daniels  suggested  that  the  recapture  sec- 
tion authorized  them,  but  Blanchard  said  he  did  not  read 
the  law  that  way.  He  favored  giving  the  west  side  lines 
fourth  section  relief  to  the  river  cities  and  made  fun  of  the 
tears  he  said  had  been  shed  by  Mr.  Humburg  about  the  pos- 
sibility of  the  Illinois  Central  having  to  abandon  its  expensive 
terminals  at  Memphis. 

"Why,   Armour   &    Co.   could    afford   to   borrow   the   money. 


buy  the  terminals,  blow  them  up  and  Btlll  nave  $122,000  a 
year  to  keep  these  increases  from  going  into  effect,"  said 
Blanchard.  Whin  he  said  he  favored  fourth  section  relief, 
Chairman  Clark  observed  that  the  rates  paid  by  Armour  & 
Co.  were  never  Influenced  by  river  competition. 

Speakers  in  the  order  In  which  they  appeared  before  the 
Commission  at  the  end  of  the  afternoon  session  of  July  21  and 
at  the  morning  session  of  the  following  day  were:  J.  B.  Magln- 
nis,  for  the  Memphis  Merchants'  Exchange;  A.  F.  Vander- 
grlff,  for  the  St.  Louis  Merchants'  Exchange;  W.  R.  Scott, 
for  Kansas  City  and  the  Southwestern  Millers'  League;  J.  A. 
Kuhn,  for  the  Omaha  Grain  Exchange;  J.  H.  Tedrow,  Kansas 
City  hay  dealers;  C.  E.  Childe,  for  the  Omaha  Chamber  of 
Commerce;  R.  D.  Rynder,  for  Swift  &  Co.;  Paul  Blanchard, 
for  Armour  &  Co.;  W.  E.  McCornack,  interior  Iowa  packers; 
J.  S.  Burchmore,  for  Penick  &  Ford,  and  H.  Ignatius,  for  ship- 
pers of  soap,  lard  substitutes  and  related  articles. 

The  men  speaking  on  hay  and  grain  objected  strenuously 
to  the  basis  proposed  by  the  railroads  as  utterly  obnoxious; 
those  for  the  packers  attacked  it  as  equally  reprehensible.  In 
fact,  not  one  of  the  shippers  had  anything  good  to  say  for  what 
the  carriers  propose.  Mr.  Burchmore,  for  the  shippers  of  glu- 
cose in  Iowa,  and  the  receivers  of  glucose  at  New  Orleans  and 
other  points  in  the  south  where  the  mixing  of  cane  and  corn 
syrup  takes  place,  said  the  ridiculous  rate  from  Louisville  to 
Birmingham  had  been  used  as  the  yardstick.  He  said  the  In- 
crease of  48  per  cent  in  the  amount  to  be  paid  would  throw 
the  traffic  to  the  glucose  factory  at  Edgewater,  N.  J.,  which  can 
utilize  ocean  transportation  to  New  Orleans  and  other  points  in 
the  south. 

Mr.  McCornack  said  the  formula  used  by  the  railroads  for 
making  rates  on  fresh  meats  and  packing  house  products  had 
resulted  in  proposals  that  would  disrupt  the  relationship  that 
has  long  existed,  and  which,  if  approved,  would  throw  his  clients 
out  of  markets  in  which  they  have  been  doing  business  for  many 
years.  He  said  the  breaking  of  the  adjustment  would  not  hurt 
the  big  packers  as  much  as  the  smaller  ones.  For  instance,  he 
said  the  formula  would  put  a  big  increase  on  traffic  from  Ot- 
tumwa  and  other  Iowa  points  while  putting  none  on  Fort  Worth 
and  Oklahoma  City. 

Mr.  Ignatius  said  the  increase  on  soap  would  be  7%  cents 
per  100,  while  on  lard  substitutes  the  increase  would  be  on  the 
average,  18  cents.  He  deprecated  the  application  on  percentages 
of  the  class  rates  in  the  making  of  commodity  rates  because  he 
said,  there  was  really  no  relationship  between  class  and  com- 
modity rates  in  existing  rates. 

Arguments  were  finished  at  the  afternoon  session  of  July 
22,  when  those  addressing  the  Commission  were  T  L  Phillips 
on  newsprint  paper  in  particular;  R.  W.  Ropiequet,  on  iron  and 
steel,  sulphate  of  ammonia,  syrups,  canned  goods,  dry  earth 
paints,  roofing  materials  and  fruit  jars;  B.  L.  Glover,  on  lime; 
William  Crane,  on  apples,  other  fruits  and  vegetable's  and  pe- 
troleum products;  E.  S.  De  Pass,  on  canned  goods  such  as  made 
by  Libby,  McNeill  &  Libby  and  the  Carnation  Milke  Products 
Company;  and  C.  D.  Drayton,  in  closing  the  case  for  the  rail- 
roads. 

Speakers  for  the  shippers,  as  a  rule,  did  not  discuss  the 
subject  of  the  big  increases  proposed  to  bring  the  rates  to  the 
dry  land  basis,  except  as  they  affected  their  clients  on  particu- 
lar commodities.  Almost  without  exception,  however,  they 
pointed  out  that  the  proposed  rates  will  be  in  violation  of  the 
law  in  that  the  aggregate  of  the  intermediates  will  be  lower 
than  the  joint  through  rates,  and  that  the  intermediates  are  rea- 
sonable rates  established  by  the  Commission  in  its  various  ad- 
vanced rate  case  decisions.  Mr.  Ropiequet,  however,  did  ob- 
serve in  connection  with  the  rates  on  glass  fruit  jars  that  it 
was  amazing  to  note  that  the  Congress  of  the  United  States  is 
busy  framing  a  tariff  law  to  prevent  Belgians  and  other  Euro- 
peans dumping  their  products  into  the  United  States  while  the 
railroads  were  asking  the  Commission  to  allow  them  to  establish 
rates  that  will  invite  the  foreign  manufacturers  of  fruit  jars 
to  put  their  products  into  the  seacoast  parts  of  the  United  States 
and  particularly  into  New  Orleans  by  shutting  the  American 
manufacturers  out  of  that  market  by  means  of  high  freight  rates. 

Mr.  Drayton,  in  concluding,  reiterated  all  he  had  said  about 
the  poverty  of  the  west  side  lines.  He  said  the  carriers  were 
prepared  to  discuss  with  shippers  proper  adjustments  to  keep 
relationships  intact,  but  were  not  prepared  to  discuss  any  mod- 
ifications in  the  basis  or  the  key  rates.  He  insisted  that  serious 
revenue  losses  will  result  for  the  west  side  lines  and  for  lines 
in  the  southeast  if  the  new  rates  are  made  effective  and  all 
fourth  section  departures  are  eliminated.  He  admitted  that  in- 
creased revenue  will  come  to  the  Illinois  Central  and  the  Yazoo 
&  Mississippi  Valley  if  they  retain  their  volume  of  traffic. 

Attorney-General  Roberson  of  Mississippi  came  in  for  some 
attention  from  Mr.  Drayton  because,  as  the  latter  insisted,  Rob- 
erson used  hand-picked  statistics  when  he  gave  figures  purport- 
ing to  show  that  Mississippi  has  a  traffic  density  only  7.5  per 
cent  less  than  Illinois  and  that  therefore  Mississippi  is  entitled 
to  low  rates.  He  said  the  figures  were  not  worth  anything. 

Commissioner  Eastman,  commenting  on  recent  financial 
statistics,  asked  Mr.  Drayton  whether  the  Illinois  Central,  in 
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the  last  few  months,  has  made  the  better  showing  that  it  has 
made  than  the  L.  &  N.  because  it  has  lower  rates  than  the  L. 
&  N  Mr  Drayton  did  not  profess  to  know  so  much  about  the 
east  'side  lines  as  the  west  side,  so  he  was  not  prepared  to  say. 

FARMERS  URGE  RATE  SECTION  REPEAL 

The  American  Farm  Bureau  Federation  July  25  sent  a 
memorial  to  President  Harding,  the  Commission,  and  members 
of  Congress  urging  repeal  of  the  rate-making  section  of  the 
transportation  act  and  "a  substantial  decrease  in  the  freight 
rates  on  the  basic  necessities  of  life,"  at  the  earliest  possible 
moment.  The  memorial  reads  as  follows: 


ally    readjusted    toward    the    pre-war    level.      A 


Sffi  v  b     n 

scaled  to  a  lower  lev?"  and  statistics  show  that  agricultural  commodi- 
^  e'e       ception  to  tWs  woHd- 


made  because  of  the  wide  demand  that  the  taxes  be  eliminated 
or  at  least  reduced. 

Recommendation  was  made  this  week,  by  the  Chamber  of 
Commerce  of  'the  United  States  to  the  House  ways  and  means 
committee,  that  the  taxes  on  transportation  be  repealed.  The 
chamber  based  its  recommendation  on  a  referendum  just  com- 
pleted in  which  1,443  votes  were  cast  in  favor  of  repeal  of  the 
transportation  taxes  and  290  against. 

Repeal  of  the  taxes  on  transportation  was  urged  before  the 
House  ways  and  means  committee  July  28  by  representatives  o£ 
the  Committee  of  Manufacturers  and  Merchants  on  Federal 
Taxation  of  Chicago.  They  declared  that  the  transportation 
taxes  have  had  a  paralyzing  effect  on  industry  and  agriculture. 
The  delegation  representing  the  committee  consisted  of  Otto 
Cullman,  president  of  the  Cullman  Wheel  Company  of  Chicago; 
Harry  H.  Willock,  Secretary  of  the  Waverly  Oil  Company  of 
Pittsburgh;  James  H.  McGill,  president  of  the  McGill  Manufac- 
turing Company  of  Valparaiso,  Ind.;  Theodore  F.  Thieme,  presi- 
dent of  the  Wayne  Knitting  Mills  of  Fort  Wayne,  Ind.;  John  S 
Codman,  president  of  the  Fabrical  Belting  Company  of  Boston; 
J.  A.  Whitfleld  of  Washington;  all  of  the  executive  committee, 
and  a  number  of  individual  members  of  the  organization. 


. 

on  to  reduce  its  charges  the  American  people  were 
siimp  an  increased  transportation  Imrden  of  more  than  one  billion  nve 
hundred"  m"niondollaras  annually.  The  avowed  pugg"!*  *%*"£•£ 
was  to  take  care  of  an  increase  m  the  cost  of  operation  and  ai 

-  net  income  of  the  railroad  corporations  by  two  hundred 
mUlfondolltrs  over  the  amount  guaranteed  them  during  the  war. 

But  this  attempt  overshot  the  mark.  It  crippled  the  business  of 
this  country.  The  percentage  advance  disrupted  rate  relationships 
and  unsettled  business  conditions.  Instead  of  increasing  the  net  in- 
come of  the  railroads  it  actually  decreased  it 

We  have  patiently  awaited  some  bona  fide  effort  on  the  part  ot 
the  railroads  to  right  this  wrong.  But  nothing  except  a  few  minor 
changes  of  relatively  inconsequential  character  so  far  as  tonnage  is 
concerned  have  been  effected.  The  railroad  Labor  Board  has  already 
ordered  wage  reductions  of  four  hundred  million  dollars,  or  approxi- 
mately two-thirds  of  the  increase  granted  last  year;  still  other  de- 
creases in  wages  may  be  effected.  But  the  railroad  corporations  are 
still  obdurate;  they  decline  to  make  any  general  reductions  in  rates. 
'  We  now  appeal  'to  the  agencies  of  the  Federal  Government  to 
bring  us  relief  It  is  imperative  that  the  railroads  yield  all  the  rate 
advance  intended  to  increase  their  net  income  above  the  war  guaranty 
and  intended  to  care  for  that  portion  of  the  wage  advance  which 
became  inoperative  July  1  of  this  year.  If  the  railroads  accept  such 
a  readjustment  of  rates,  we  confidently  believe  that  there  will  be  a. 
business  revival  of  wonderful  value  to  the  railroads  themselves,  as 
well  as  to  the  community  at  large. 

Next  to  agriculture  our  greatest  industry  is  the  railroads.  Upon 
the  size  of  the  toll  which  the  railroads  collect  and  upon  the  equitable 
distribution  of  that  toll  as  between  localities  and  persons  depend  in 
large  measure  the  success  or  failure  of  many  enterprises.  No  other 
business  is  more  vitally  connected  with  the  prosperity  and  the  life  of 

There  is  a.  provision  in  the  statutes  relied  upon  by  the  Interstate 
Commerce  Commission  in  its  decision  of  last  year,  known  as  Section 
15-A  of  the  Transportation  Law.  which  attempts  to  compel  the  Com- 
mission to  make  rates  sufficient  to  produce  a  net  revenue  above  all 
expenses  and  taxes  equivalent  to  5%  per  cent  on  the  present  value  of 
the  railroads.  This  attempts  the  impossible,  and  experience  has 
demonstrated  its  economic  fallacy.  One  great  industry  cannot  be 
singled  out  and  granted  the  equivalent  of  a  permanent  government 
guaranty,  when  its  prosperity  is  so  intimately  interwoven  with  all 
the  other  activities  of  the  country.  That  industry  must  share  with 
all  of  us  the  changing  conditions  of  industry  and  commerce.  We  ap- 
peal to  Congress  to  bring  about  the  repeal  of  Section  15-A  of  the 
Transportation  Law. 

We  earnestly  appeal  to  the  President,  to  Congress  and  to  the 
Interstate  Commerce  Commission  to  bring  about  at  the  earliest  pos- 
sible moment  a  substantial  decrease  in  the  freight  rates  on  the  basic 
necessities  of  life. 

IOWA  FARMERS  WANT  REDUCTIONS 

Senator  Kenyon  of  Iowa  has  submitted  in  the  Senate  a 
petition  signed  by  over  2,000  farmers  of  his  state  praying  for  a 
reduction  of  freight  rates.  The  petition,  addressed  to  the  Presi- 
dent and  Congress,  said: 

The  Farmers'  Union  of  the  State  of  Iowa  demand  a  reduction  in 
freight  rates,  and  declare  that  the  present  scale  of  freight  rates  is  de- 
structive of  the  agriculture  of  the  state.  The  following  facts  indi- 
cate where  reductions  are  possible  and  should  be  made: 

The  Railroad  Labor  Board  has  ordered  a  reduction  in  wages  that 
will  amount  to  approximately  $400,000,000,  and  freight  should  be  re- 
duced by  a  like  amount. 

The  total  value  of  the  railroads  as  fixed  by  the  Interstate  Com- 
merce Commission  is  over  $5,000.000,000  in  excess  of  the  market  value 
of  all  the  stocks  and  bonds  of  all  the  railroads,  and  the  rates  charged 
on  this  excess  of  valuations  costs  the  country  over  $300.000.000  per 
year.  This  "watered"  capitalization  should  be  prohibited  by  law  and 
the  freight  rates  reduced  accordingly. 

The  waste  of  competition  is  costing  the  country  over  $400.000,000 
per  year,  and  its  elimination  would  reduce  rates  correspondingly. 

Interlocking  directorates  of  supply  companies,  mismanagement, 
and  inefficiency  are  making  an  annual  expense  of  over  $600,000.000  per 
year.  This  loss  should  be  prevented  and  rates  reduced  accordingly. 

We.  therefore,  demand  that  freight  rates  be  reduced  sufficiently  to 
put  agriculture  back  to  normal  conditions  of  transportation. 


GUARANTY  FOR  SOUTHERN  LINES 

The    Traffic    World    Washington   Bureau 

By  an  order  in  Finance  Docket  No.  1535,  the  Commission 
has  entered  upon  an  investigation  to  determine  whether  the 
subsidiaries  of  the  .Southern  Railway  may  enjoy  the  benefits 
under  section  209  of  the  transportation  act  providing  for  the 
guaranty  during  the  six  months  following  federal  control.  The 
matter  has  been  set  for  hearing  before  Director  Colston  in  Wash- 
ington August  3. 

The  Southern  Railway  did  not  file  acceptance  of  the  guaranty 
provisions  under  section  209  but  its  subsidiaries  did.  The  Com- 
mission said:  "Question  has  arisen  regarding  the  construction 
of  section  209  in  its  application  to  carriers,  which  are  under 
common  control  and  management  and  are  operated  as  a  single 
system,  arid  particularly  regarding  the  right  of  said  subsidiary 
or  controlled  companies  of  the  Southern  Railway  Company  to 
claim  benefits  under  section  209." 

Under  section  209  a  carrier  had  to  file  acceptance  of  all  the 
provisions  of  the  section  in  order  to  be  entitled  to  a  claim  for 
the  guaranty.  If  a  carrier  accepted  the  provisions,  it  agreed 
among  other  things  to  turn  over  to  the  government  anything 
earned  in  excess  of  the  guaranty.  The  question  involved  in  the 
case  is  whether  a  parent  railroad  company  could  decline  to 
accept  the  guaranty  and  keep  all  it  earned  and  whether  at  the 
same  time  its  subsidiaries  could  accept  the  provisions  of  sec- 
tion 209  and  enjoy  the  benefits  of  the  guaranty. 


CONFERENCE  ON  GRAIN  CASE  EVIDENCE 
At  a  conference  of  railroad  freight  traffic  officials  in  Chi- 
cago, July  26,  plans  were  discussed  for  the  presentation  of  evi- 
dence at  the  investigation  of  wetsern  and  intermountain  grain, 
grain  products  and  hay  rates,  to  take  place  before  Commissioner 
Lewis  in  Washington,  August  15.  Attorney  H.  A.  Scandrett,  of 
the  Union  Pacific,  was  selected  chairman  of  the  legal  committee, 
to  be  assisted  by  Kenneth  F.  Burgess,  of  the  C.  B.  &  Q.,  O.  W. 
Dynes,  of  the  C.  M.  &  St.  P.,  R.  H.  Widdecombe,  of  the  C.  & 
N.  W.,  and  A.  B.  Enoch,  of  the  C.  R.  I.  &  P.  F.  B.  Houghton, 
freight  traffic  manager  of  the  Santa  Fe,  was  appointed  general 
chairman  of  the  committee  to  prepare  evidence.  He  is  to  have 
the  assistance  of  the  freight  traffic  departments  of  the  following 
roads:  Western  trunk  lines— C.  &.  N.  W.,  C.  B.  &  Q.,  C.  R.  I. 
&  P.,  Union  Pacific;  transcontinental  lines — Great  Northern,  C. 
M.  &  St.  P.,  A.  T.  &  S.  F.;  southwestern  lines— M.  K.  &  T.,  St. 
h.-S.  F.,  Kansas  City  Southern. 


HOUSE   COMMITTEE   ADJOURNS 

The  House  committee  on  interstate  and  foreign  commerce 
has  taken  a  three-week  adjournment.  This  means  that  there 
will  be  no  action  on  the  Senate  bill  (S.  621),  extending  the  time 
for  the  filing  of  straight 'overcharge  claims,  until  after  the  middle 
of  August. 


REDUCED  TRANSPORTATION  TAX 

The  Traffic  World  Washington  Bureau 

Republican  members  of  the  House  ways  and  means  com- 
mittee and  officials  of  the  Treasury  are  giving  consideration  to 
a  proposal  to  reduce  the  taxes  on  transportation  50  per  cent  for 
one  year  and  then  cut  it  out  entirely.  Secretary  Mellon  has 
opposed  repeal  of  the  transportation  tax  but  it  appears  that 
a  compromise  may  be  reached  and  the  reduction  of  50  per  cent 


CUMMINS   INVESTIGATION    DELAY 

Indications  are  that  the  Senate  railroad  inquiry,  which  was 
suspended  indefinitely  early  in  July  by  Senator  Cummins,  will 
not  be  resumed  until  some  time  in  September,  if  then.  If  Con- 
gress takes  a  recess  from  the  middle  of  August  and  through 
September,  as  contemplated,  there  will  be  no  resumption  of  the 
inquiry  until  after  the  recess.  The  impression  prevails  that  the 
inquiry  may  not  be  resumed  at  all. 


AMERICUS  &   ATLANTIC   STOCK   AND   BONDS 

The  Americus  &  Atlantic  Railroad  Company,  in  an  appli- 
cation filed  with  the  Commission,  asks  authority  to  issue  $150,- 
000  of  capital  stock  and  $1 20,000  of  50-year  6  per  cent  gold  bonds. 
The  securities  will  be  used  in  connection  with  the  purchase 
of  a  railroad  in  Dooly  and  Sumter  counties,  Georgia. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


BUSINESS  POLICY  OF  CARRIERS 

Kditor  The  Traffic  World: 

On  behalf  of  some  of  the  carriers  I  would  like  to  say  a  few 
words  refuting  some  of  Mr.  White's  article  in  the  July  2  issue 
on  "Carriers'  Poor  Business  Policy." 

It  has  been  my  good  fortune  to  experience  an  unusually 
good  business  policy  in  my  dealings  with  some  of  the  railroads 
and  I  feel  duty  bound  to  take  advantage  of  this  opportunity  of 
openly  expressing  my  appreciation  of  their  exceptionally  good 
services. 

I  would  certainly  be  in  sympathy  with  Mr.  White's  views 
if  they  were  aimed  at  some  of  the  railroads  instead  of  being 
diriM-ted  at  the  railroads  in  general. 

The  efficiency  with  which  my  shipments  and  the  shipments 
of  others  whom  I  have  conversed  with  are  handled  at  Pier  83, 
N.  K.,  New  York  Central  R.  R.,  is  well  worthy  of  commendation. 
The  practical  methods  with  which  they  handle  my  claims  as 
well  as  the  transportation  of  freight  urges  me  to  strongly  resent 
Mr.  White's  general  criticism  of  the  service. 

Two  claims  that  were  filed  recently  against  this  railroad 
(one  for  short  delivery,  the  other  for  overcharge)  were  paid  in 
less  than  two  weeks. 

Suppose  we  try  to  get  more  "business  policy"  by  encourag- 
ing it  where  it  does  exist  instead  of  condemning  all  the  car- 
riers' heads  of  departments  because  some  inefficient  clerks  in- 
convenience us  at  times. 

There  is  no  doubt  in  my  mind  that  some  traffic  managers 
could  be  strongly  critized,  but  I  have  yet  to  hear  of  any  rail- 
road official  condemning  them  all  because  of  the  trouble  caused 
them  by  the  inefficient  ones. 

New   York,   N.   Y.,    July   23,    1921.  J.    B.   Morgan. 


WHY  A  MERCHANT  MARINE? 

Editor  The  Traffic  World: 

After  reading  your  editorial  of  July  23  I  remarked,  "Fine! 
Here  is  one  who  asks  a  direct  question  and  wants  a  direct 
answer."  Moreover,  you  invite  your  readers  to  use  your  columns 
for  reply  and  I  venture  to  accept  this  invitation. 

"Is  there  anything  sacred  in  the  doctrine  of  an  American 
merchant  marine  or  any  lack  of  patriotism  in  being  opposed  to 
such  an  institution  as  an  economic  extravagance?"  The  answer 
to  the  first  part  of  this  question  is,  "No."  The  second  part  is 
open  to  debate. 

If  you  assume  that  to  have  a  merchant  marine  at  all  is  an 
economic  extravagance,  then  we  must  assume  that  all  naviga- 
tion facilities,  aids  to  navigation,  deepening  of  channels,  im- 
provement of  ports,  are  all  economic  extravagances.  Why  should 
we  tax  ourselves  to  furnish  lighthouses  and  light  ships,  charts, 
surveys,  etc.,  for  the  benefit  of  foreign  ships?  Why  should  not 
they  pay  for  these  improvements  and  facilities? 

Take,  for  instance,  the  subject  of  aids  to  navigation.  There 
is  no  nation  in  the  world  that  has  better  charts,  better  light- 
houses and  light  ships  or  more  of  them;  that  is  more  constantly 
improving  and  developing  these  most  essential  adjuncts.  And 
for  whose  benefit?  For  the  direct  and  indirect  benefit  of  all 
who  may  pass  on  the  seas  on  their  lawful  occasions. 

It  is  a  strange  and  remarkable  fact  that  nearly  every  im- 
provement or  development  in  navigation  or  marine  propulsion  Is 
of  American  origin.  The  screw  propeller  was  invented  by  John 
Ericson,  and  also  the  surface  condenser.  Oil-burning  devices 
and  methods  were  inaugurated  and  developed  on  the  Pacific 
coast. 

Our  Pacific  coast  people  have  for  years  lived  under  a  thral- 
dom imposed  by  British,  German,  and  Japanese  shipping  con- 
cerns. The  building  of  American  ships  and  the  establishment 
of  trade  routes  covered  by  our  ships  represented  the  dawn  of 
freedom  from  an  irksome,  humiliating  situation.  In  the  olden 
days  before  the  war,  the  North  Atlantic  Conference  had  a  mort- 
gage on  the  ocean  and  a  strangle  hold  on  American  commerce. 
Such  a  proposition  is  revolting  to  the  soul  of  a  great  and  free 
people  who  are  not  steeped  in  sordidness  and  whose  passion  for 
freedom  is  not  dead. 

The  whole  question  of  the  present  situation  resolves  itself 
into  these  elements:  First,  the  whole  economic  condition  of 
the  world  is  disturbed.  The  United  States  is  the  great  creditor 
nation  and  until  the  foreigner  can  get  on  his  feet  and  buy  the 
surplus  products  of  this  country  by  paying  for  them  in  the 
products  of  his  own  country,  we  must  bear  these  losses  sustained 
by  the  determination  to  make  the  thing  pay  in  the  end. 


Second,  the  ships  were  built  under  abnormal  conditions. 
"Everything  goes,"  was  the  attitude — profiteering  of  labor,  capi- 
tal, politicians,  etc.,  was  considered  legitimate.  "Get  it  while  the 
getting  is  good."  A  wild  riot  of  profligacy,  extravagance  and 
dishonesty.  And  now  we  are  having  "the  cold  grey  dawn  of  the 
morning  after."  Old  R.  E.  Morse  stalks  upon  our  trail.  Under 
these  conditions  we  are  apt  to  have  a  distorted  vision. 

Your  question  as  to  John  Smith  and  Bill  Jones,  their  rights, 
aims,  purposes,  etc.,  calls  for  but  one  answer — an  emphatic,  "No." 
But,  we  may  ask  with  equal  propriety,  "Why  should  I  be  taxed 
through  a  protective  tariff  in  order  that  the  lemon  growers  of 
the  Pacific  coast  can  make  a  profit?" 

The  complexities  and  complications  of  modern  civilization 
give  rise  to  many  questions  such  as  these.  In  the  last  few 
years  we  seem  to  have  departed  from  the  faith  of  the  fathers 
in  matters  of  government.  People  cannot  make  themselves  rich 
or  beautiful  or  good  or  wise,  or  happy  by  the  enactment  of 
laws. 

Strictly,  on  its  merits,  the  answer  is  that  if  the  foreign  lines 
can  perform  our  carrying  better  and  cheaper  than  we  can  do 
it  ourselves,  then  they  ought  to  have  the  job.  But  "better  and 
cheaper,"  do  not  go  together.  If  you  want  a  thing  "better"  you 
must  expect  to  pay  for  it.  If  you  want  a  thing  "cheaper"  you 
will  be  obliged  to  abandon  the  "better." 

There  is  much  misapprehension  about  our  navigation  laws 
collectively  designated  as  "LaFollette."  This  misapprehension  is 
fostered  and  encouraged  by  interested  parties.  I  once  pursued 
a  case  by  correspondence  with  a  prominent  journal  and  proved 
to  my  own  satisfaction  that  this  journal  had  read  into  the  law 
ideas  and  purposes  not  intended  by  Congress  nor  warranted  by 
the  facts.  It  claimed  that  the  law  required  that  50  per  cent  of 
the  crew  should  speak  English.  The  law  reads  that  a  certain 
percentage  of  the  crew  should  understand  any  order  given — 
which  is  quite  different. 

It  is  the  spirit  of  the  law  which  maketh  alive  while  the 
letter  killeth.  The  purpose  of  our  navigation  laws  is  to  make 
navigation  safe.  The  ship  carries  valuable  cargo  and  priceless 
lives;  then  why  shouldn't  these  be  protected  by  the  best  laws 
and  the  best  devices  human  ingenuity  can  produce?  Is  there 
a  reader  of  your  interesting  and  useful  journal  willing  to  reduce, 
even  in  the  slightest  degree,  the  safeguards  to  navigation? 

The  American  merchant  marine  has  done  and  is  doing  fine 
things  of  which  any  red-blooded  American  ought  to  be  proud. 

In  a  public  address  recently  the  writer  made  use  of  these 
words  in  reference  to  this  subject: 

"If  your  heart  still  responds  to  the  reading  of  the  story  of 
a  splendid  job  well  done,  then  read  Admiral  Cleaves  book,  'A 
History  of  the  Transport  Service.' 

"  'This  is  our  job,'  was  the  spirit  behind  that  performance. 
It  was  then  that  our  modest  merchant  marine  justified  itself  in 
the  service  of  the  nation.  It  was  then  that  those  of  us  who  had 
kept  alive  the  flickering  flame  of  hope  had  our  great  reward." 

If  we  measure  the  value  of  our  merchant  marine  strictly  in 
dollars  and  cents,  then  the  answer  will  doubtless  be  negative. 
If  we  test  it  by  the  standards  of  what  a  great  nation  should 
have  and  should  be,  then  the  answer  is  obvious.  In  the  latter 
case  it  calls  for  vision,  patience,  industry,  brains,  and  "guts." 

Boston,  July  26,   1921.  J.   D.   Hashagen. 


EL  PASO  &  S.  W.  STOCK 

The  Traffic  World  Washington  Bureau 

Authority  has  been  granted  by  the  Commission  to  the  El 
Paso  &  Southwestern  Company  to  issue  750,000  shares  of  cap- 
ital stock  of  no  par  value  in  exchange  for  and  retirement  of 
all  of  applicant's  capital  stock  now  outstanding,  which  consists 
of  250,000  shares  of  an  aggregate  par  value  of  125,000,000.  This 
is  the  second  order  of  the  kind  iss.ued  by  the  Commission,  the 
first  having  been  in  the  case  in  which  the  Denver  &  Rio  Grande 
Western  was  authorized  to  issue  capital  stock  without  par  value. 

"The  applicant,"  the  Commission  said,  "proposes  to  amend 
its  certificate  of  incorporation  so  as  to  change  its  present  au- 
thorized capital  stock  of  $35,000,000,  divided  into  350,000  shares 
of  the  par  value  of  $100  each,  into  1,000,000  shares  of  capital 
stock  without  nominal  or  par  value.  Of  the  new  shares,  750,000 
will  be  issued  to  the  present  stockholders  in  exchange  for  their 
stock.  There  are  250,000  shares,  of  an  aggregate  par  value  of 
$25,000,000,  now  outstanding.  The  proposed  exchange,  therefore, 
will  be  on  a  basis  of  three  shares  of  the  new  stock  for  one  of 
the  old.  Of  the  shares  authorized  by  the  proposed  amendment 
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250,000  are,  for  the  present,  to  remain  unissued,  subject  to  the 
future  requirements  of  the  carrier." 
Commissioner  Eastman  dissented. 

He  said  he  had  been  unable  to  discover  good  reason  why 
the  El  Paso  &  Southwestern  should  be  permitted  to  substitute 
three  shares  of  stock  without  par  value  for  every  share  of  par 
value  stock.  He  said  the  reasons  advanced  for  the  issue  of 
stock  of  no  par  value  might  briefly  and  fairly  be  summarized 
as  a  fear  that  the  outstanding  par  value  stock  might  operate 
as  a  restraint  upon  the  Commission  in  fixing  the  value  of  the 
property,  plus  a  desire  to  be  able  to  increase  dividend  pay- 
ments in  a  less  conspicuous  way  than  is  now  possible. 

The  commissioner  said  of  late  a  strong  movement  had 
developed  in  favor  of  the  issue  of  stock  of  no  par  value  by 
railroads  and  public  utilities. 

"It  is,  I  think,"  said  he,  "significant  that  this  movement 
has  coincided  with  the  rapid  growth  of  public  regulation  of 
security  issues.  Whether  or  not  stock  with  no  par  value  is  de- 
sirable in  the  case  of  ordinary  industrial  enterprises  I  do  not 
undertake  to  say,  but  I  entertain  little  doubt  that  so  far  as 
public  service  corporations  are  concerned,  it  is  the  manifesta- 
tion of  an  unsound  tendency  subversive  of  the  public  interest. 
"Those  who  favor  no  par  value  are  wont  to  say  that  stock 
with  par  value  is  misleading,  because  par  value  seldom  if  ever 
represents  correctly  the  actual  value  of  the  property.  But  no 
one  is  misled,  for  it  has  been  well  and  commonly  known  for 
many  years  that  par  value  and  actual  value  are  not  the  same 
thing.  The  theory  of  par  value  is  only  that  it  represents  cash 
or  its  equivalent  that  has  been  invested  in  the  property.  The 
trouble  in  the  past  has  been  that  loose  and  pernicious  corpora- 
tion laws  have  made  this  true  merely  in  theory  and  not  in  prac- 
tice. Now  that  these  laws  are  being  corrected,  we  have  the 
movement  in  favor  of  stock  with  no  par  value. 

"My  conviction  is  that  the  doctrine  of  so-called  'value'  is 
full  of  pitfalls,  and  that  the  path  to  soundness  and  stability  in 
public  service  corporation  finance  under  private  management 
lies  instead  in  the  recognition  and  protection  of  investment 
honestly  and  prudently  made.  The  distinguishing  feature  of  a 
public  service  corporation  is  that  it  is  monopolistic  in  nature 
and  entitled  to  make  only  just  and  reasonable  charges  for  its 
services.  Those  charges  are  just  and  reasonable  which  in  the 
aggregate  meet  the  reasonable  cost  of  the  services,  including 
in  that  cost  a  sufficient  return,  fluctuating  if  need  be  with  chang- 
ing conditions,  upon  legitimate  investment  to  induce  a  continu- 
ing influx  of  necessary  capital.  If  such  charges  are  permitted, 
no  claim  of  confiscation  can  possibly  be  sustained. 

"Under  public  regulation,  investment  is  a  thing  definite, 
certain,  and  easily  ascertained.  So-called  'value,'  as  the  word 
is  now  used  in  railroad  and  public  utility  circles,  is  a  thing 
of  uncertainties,  contradictions,  artificialities,  metaphysical  sub- 
tleties, absurdities,  and  opportunities  for  public  plunder.  I  am 
fully  persuaded  that  it  is  desirable  and  in  the  public  interest 
that  outstanding  capitalization  should  represent  as  nearly  as 
practicable  legitimate  investment,  and  that  the  return  upon  that 
investment  should  clearly  appear  without  disguise  of  any  sort. 
We  are  a  long  distance  from  that  now  but  can  at  least  move 
in  the  right  direction.  Stock  without  par  value  in  my  opinion 
is  a  step  in  the  wrong  direction  and  toward  speculation,  insta- 
bility and  confusion  of  the  public  mind." 


the  Louisiana  body  suspended  it  and  now  comes  to  the  federal 
body  for  permission  to  establish  a  rate  that  will  permit  a  Lou- 
isiana railroad  to  carry  oil  from  the  fields  of  north  Louisiana 
to  New  Orleans  so  as  to  put  the  northern  Louisiana  refiners 
into  competition  with  those  in  southern  Louisiana. 


LOUISIANA  PETROLEUM  RATES 

The  Traffic  World  Washington  Bureau 

Application  has  been  made  to  the  Commission  by  the  Pub- 
lic Service  Commission  of  Louisiana  to  reopen  dockets  Nos. 
8845,  8920  and  9036,  the  various  Natchez  Chamber  of  Commerce 
cases,  the  orders  in  which  caused  the  destruction  of  the  Louisi- 
ana state  rate  structure.  The  application  was  made  in  behalf 
of  the  Louisiana  Railway  &  Navigation  Company,  which,  ac- 
cording to  the  declaration  of  the  Louisiana  commission,  has 
been  driven  out  of  the  business  of  carrying  petroleum  products, 
especially  residuum  and  fuel  oil,  from  Shreveport  and  other 
north  Louisiana  points  of  origin,  to  New  Orleans  and  New  Or- 
leans rate  points,  because  of  a  prohibitive  rate  of  20.5  cents, 
made  operative  by  reason  of  the  Commission's  orders  in  the 
various  Natchez  cases  and  its  permission  in  Ex  Parte  No.  74. 

According  to  the  declaration  of  the  Louisiana  commission, 
the  railroad  in  question  is  moving  not  a  barrel  of  fuel  oil  be- 
cause the  rate  is  prohibitive  and  leaves  the  New  Orleans  field 
open  to  the  refiners  nearer  New  Orleans.  The  Louisiana  Rail- 
way &  Navigation  Company  is  willing  to  carry  crude  for  17  cents 
and  fuel  or  residuum  oil  for  15  cents.  It  is,  however,  afraid  to 
put  into  effect  such  rates  lest  they  be  considered  as  violative 
of  the  Commission's  orders. 

This  is  the  second  attempt  the  Louisiana  commission  has 
made  to  put  that  carrier,  which  is  wholly  intrastate,  into  a  po- 
sition to  carry  fuel  or  crude  to  New  Orleans  from  the  refineries 
in  the  northern  part  of  the  state.  In  June  it  allowed  that  car- 
rier to  establish  a  rate  of  15  cents,  but  there  were  such  protests 
afeainst  that  rate  by  refiners  in  the  New  Orleans  territory  that 


HIGH  TRAFFIC  RECORDS  MADE 

Statistics  compiled  by  the  Bureau  of  Railway  Economics 
show  that,  notwithstanding  the  higher  freight  rates  which  went 
into  effect  last  September  and  the  depression  in  business  which 
became  acute  in  December,  the  railroads  of  the  United  States 
for  12  months  up  to  March  1,  1921,  carried  more  "ton  miles"  of 
freight  than  they  carried  in  the  corresponding  period  of  any  of 
the  three  preceding  years. 

The  increase. in  ton  miles  (one  ton  carried  one  mile)  for  this 
period  over  the  corresponding  period  of  1919-1920  was  7.22  per 
cent,  over  1918-19,  0.18  per  cent  and  over  1917-18  it  was  4.77 
per  cent. 

Not  only  did  the  roads  carry  more  ton  miles,  but  they 
handled  more  freight  car  miles  (one  car  moved  one  mile)  than 
in  the  corresponding  12  months'  periods  of  the  three  preceding 
years. 

The  figures  expressed  in  thousands  (last  three  figures 
omitted)  are  as  follows: 

ITEM  1917-18  1918-19  1919-20  1920-21 

Net    ton-miles     416,389,914     435,417,440     406,856,896     436,219,938 

"Efficiency  in  handling  of  traffic  in  the  same  12  months  is 
shown  by  the  following  figures: 

Efficiency  Ratios:  1917-18       1918-19         1919-20       1920-21 

Car-miles    per    day 25.54  24.80  2233  2488 

Tons   per  car 27.55  29.09  27.73  29.48 

"This  efficiency  was  attained  in  spite  of  adverse  conditions," 
says  the  bureau.  "The  service  could  have  made  even  better 
showing  only  for  the  increased  number  of  unserviceable  or  'bad 
order'  cars  coming  to  the  roads  from  federal  control.  The  per- 
centages of  cars  in  bad  order  for  the  1917-18  period  was  5.6  per 
cent,  for  the  1918-19  period,  6  per  cent,  for  the  1919-20  period 
7.2  per  cent  and  for  the  1920-21  period  7.5  per  cent. 

"The  percentage  of  loaded  cars  to  total  cars  was  the  lowest 
in  four  years  because,  under  federal  control,  cars  had  been 
scattered  over  the  country  regardless  of  ownership.  Not  only 
did  this  tend  to  increase  the  number  of  'bad  order'  cars,  but  as 
cars  were  sent  to  home  lines  in  many  cases  empty  it  reduced 
the  percentage  of  loaded  cars  to  total  cars." 


TIME  TO  FILE  EXPRESS  CLAIMS 

At  the  recent  meeting  of  the  National  Industrial  Traffic 
League  at  Cleveland,  the  express  committee  reported  that  the 
newly  organized  Southeastern  Express  Company  had  extended 
the  time  limit  within  which  express  claims  might  be  filed,  from 
four  to  six  months,  and  that  the  subject  had  been  taken  up  with 
the  American  Railway  Express  Company  to  the  end  that  the 
same  concession  be  granted  by  it.  Following  is  a  letter  which 
G.  C.  Taylor,  president  of  the  American  Railway  Express  Com- 
pany, has  addressed  to  W.  H.  Chandler,  president  of  the  League, 
and  T.  T.  Harkrader,  chairman  of  the  League's  express  commit- 
tee, advising  that  the  League's  request  has  been  granted: 

At  the  meeting  of  the  National  Industrial  Traffic  League  in  Cleve- 
land m  May  the  question  of  extending  the  time  limit  for  filing  loss 
and  damage  claims  from  four  months  and  fifteen  days  to  six  months 
was  brought  up. 

We  have  accorded  this  subject  careful  consideration  and  have 
reached  the  conclusion  that  conditions  are  such  at  the  present  time 
t  t  we  ??n  make  this  extension  of  time  and  the  change  will  be  made 
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the  filing  of  their  claims  because  .of  the  additional  time  given  them, 
hut,  on  the  other  hand,  will  be  eager  to  register  their  claims  as  soon 
as  possible  in  all  cases  where  it  is  necessary  to  file  claims,  so  that  we 
may  be  afforded  an  opportunity  to  conduct  our  investigations  wh.'ii 
the  trails,  are  freshest. 

TRACING  EXPRESS  SHIPMENTS 

At  the  meeting  of  the  National  Industrial  Traffic  League 
recently  held  in  Cleveland,  Ohio,  some  discussion  arose  regard- 
ing the  difficulties  experienced  in  tracing  C.  0.  D.  express  ship- 
ments. Following  is  a  letter  which  G.  C.  Taylor,  president  of 
the  American  Railway  Express  Company,  has  addressed  to  W. 
H.  Chandler,  president  of  the  League,  and  T.  T.  Harkrader,  chair- 
man of  the  League's  express  committee: 

At  the  recent  meeting  of  the  National  Industrial  Traffic  League 
'"  ™er  iand  the  subject  of  tracing  express  shipments  was  discussed. 

we  have  given  careful  consideration  to  this  matter  and  have 
leached  the  conclusion  that  we  can,  under  present  conditions,  truer 
!>ny  and  all  shipments,  and  will  not  require  shippers  to  furnish  us  with 
statements  from  consignees  to  the  effect  that  the  shipments  have  not 
been  delivered.  We  are  taking  this  action  feeling  that  shippers  gen- 
erally i  1  be  reasonable  in  their  requests  to  trace.  Needless  to  say. 
e  to  render  the  best  possible  express  service  and  we  anticipate 
tnat  with  the  improved  conditions  there  will  be  little  need  for  tracing. 


,inl\  ::n.  1921 


Till':     TRAFFIC     WOK  1. 1) 


237 


Questions  and  Answers 

In  thii  department  wilt  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  In  •  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
1      '    i  Corporation,  Colorado  Building,  Washington,  D.  C. 


Claims  for  Loss  or  Damage — Papers  in  Support  Thereof 

Massachusetts. — Kindly  advise  if  the  carrier  is  justified  in 
ilic'  following  instance,  and  if  there  is  any  action  that  might 
bring  about  a  settlement  of  the  claim: 

Shipper  located  in  Jersey  City,  N.  J.,  is  constantly  (every 
few  days)  shipping  consignments  of  soap  in  boxes,  L.  C.  L.,  to 
consignee  at  Worcester.  Shipments  arrive  over  N.  Y.  N.  H.  & 
H.  Railway.  Shipment  arrives  15  boxes  short.  Consignee  enters 
claim  within  the  time  limit,  attaching  the  correct  freight  bill, 
which  bears  a  notation  of  shortage,  with  bill  of  lading  covering 
another  shipment. 

The  claim  is  now  three  years  old.  The  carriers  now  advise 
that,  as  the  correct  bill  of  lading  was  not  furnished,  that  the 
claim  cannot  be  considered  as  meeting  the  requirements  of  sec- 
tion 3,  paragraph  3,  of  the  Uniform  Bill  of  Lading  conditions. 
They  take  the  stand  that  the  claim  was  entered  upon  the  ship- 
ment covered  by  the  bill  of  lading  rather  than  that  covered  by 
thf  freight  bill.  They  admit  the  shortage  and  apparently  would 
I>u\  the  claim  if  they  did  not  consider  it  illegal  for  them  to  do  so. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•nd  THE  TRAFFIC  WORLD  U  the  logical  medium  for  getting  th* 
men  and  the  positions  In  touch  with  each  other.  The  rates  foi 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.90  pel 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  ID 
words  to  the  line-  numbers  and  abbreviations  counted  as  words, 
J  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  in  strict  confidence.  Tb« 
RAFFIC  WORLD,  418  South  Market  Street,  Chicago.  HI. 

-•POSITION  WANTED— With  Short  Line  or  Industrial,  by  ac- 
<  mmtiint  and  traffic  man.  Experienced  rating,  claims,  statistics,  cost, 
audit,  disbursements,  books,  agents,  executive.  Location  immaterial. 
l.i't  me  give  you  detail,  references.  Address  PEP-11,  Traffic  World, 

I  'hiragO. 

WANTED — Young  man  stenographer  with  some  knowledge  of 
Southwestern  rates  for  traffic  organization.  Excellent  opportunity 
and  good  salary  to  right  party.  Address  D.  A.  M.  373,  Traffic  World, 

Chicago. 

TRAFFIC  WORK  WANTED— Traffic  Man,  well  posted  and 
equipped,  can  take  on  entire  traffic  work  of  one  more  firm  in  Central 
\\Vst  very  reasonable,  as  side  line.  Get  my  proposition.  Address 
"Work,"  care  of  Traffic  World,  Chicago. 

TARIFFS  —  CLASSIFICATIONS  —  EXCEPTIONS  WANTED— All 
kinds,  particularly  Leland's.  Davis',  Kelly's,  Speiden's,  etc.  Interstate 
Traffic  Co..  1314%  Main  St..  Dallas.  Texas. 

FOR  SALE — A.  C.  A.  Traffic  Library.  Good  condition:  a  reason- 
able offer  accepted.  Wm.  H.  Darr,  557  N.  15th  St.,  Philadelphia,  Pa. 

•WANTED — Attention,  General  Manager:  Kindly  read  PEP-11, 
above. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographer!,  wide  carriage 
typewriter*,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  A  COMPANY 

Whit.h.M  SammU 


Pk»n.  Main  Bit 


417  SOUTHERN  BUILDING 


EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 
In 

The  Traffic  Bulletin 

The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — C.  F.  A.  Coal>  Coke  and  Iron  Ore  Hearings 
15 — Illinois  Freight  Association  Docket 
16 — National  Perishable  Freight  Committee  Docket 
17 — New  England  Freight  Association  Docket 
18 — New  England  Freight  Association  Hearings 
19 — Southern  Rate  Committee  Docket 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22— Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26 — Trunk  Line  Coal  and  Coke  Docket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28— Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Transcontinental  Freight  Bureau  Docket 
31 — Southern  Ports  Foreign  Freight  Docket 
32 — Consolidated  Classification  Docket 
33 — Embargo  Notices,   Modifications  and  Cancellations 
34 — Steamship  Sailings 
35 — Express  Classification  Docket 

Sample*  and  full  information  free  on  reque*t 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 
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The  notation  of  shortage  upon  the  freight  bill  Is  not  signed  and 
it  is  not  known  by  whom  it  was  made. 

Answer:  In  Conference  Ruling  510,  tlie  Commission  states 
that  it  is  its  view  that  the  provision  in  the  uniform  bill  of  lad- 
ing requiring  that  claims  for  loss,  damage  or  delay  must  be 
made  in  writing  within  a  specified  period  is  legally  complied 
with  when  the  shipper,  consignee,  or  the  lawful  holder  of  the 
bill  of  lading,  within  the  period  specified,  files  with  the  agent 
of  the  carrier,  either  at  the  point  or  origin  or  the  point  of  de- 
livery of  the  shipment,  or  with  the  general  claims  department 
of  the  carrier,  a  claim  or  a  written  notice  of  intended  claim 
describing  the  shipment  with  reasonable  definiteness,  citing  the 
Blish  Milling  Co.  case,  241  U.  S.  190. 

The  Commission  has  also  approved  standard  forms  to  be 
used  in  the  filing  of  claims,  such  claims  to  be  supported  by  the 
original  bill  of  lading,  if  not  previously  surrendered  to  the  car- 
rier, the  original  freight  receipt,  and  other  obtainable  facts  in 
proof  of  such  loss  or  damage  or  value  thereof. 

In  the  instant  case,  the  determination  of  whether  a  claim 
has  been  properly  filed  depends  upon  whether  the  shipment  was 
described  with  reasonable  definiteness  and,  if  so,  the  fact  that 
the  wrong  bill  of  lading  was  attached  to  the  claim  should  not 
affect  payment  of  the  same.  The  only  purpose  of  the  require- 
ment that  a  notice  of  a  claim  be  given  is  to  enable  the  carrier, 
while  the  occurrence  is  recent,  to  inform  itself  of  the  actual 
facts  occasioning  the  loss  or  injury  that  it  may  protect  itself 
against  claims  which  might  be  made  on  it  after  such  lapse  of 
time  as  to  make  it  difficult,  if  not  impossible,  to  ascertain  the 
truth.  It  seems  to  us  that,  inasmuch  as  a  freight  bill  containing 
a  notation  of  shortage  was  submitted  with  the  claim  within  the 
time  limit,  and  that,  if  prompt  investigation  of  the  claim  had 
been  made,  the  discrepancy  between  the  freight  bill  and  the  bill 
of  lading  would  have  been  noted,  the  carrier  should  not,  at  this 
time,  decline  the  claim  merely  because  of  the  fact  that  after 
three  years'  time  has  elapsed  it  is  found  that  the  bill  of  lading 
does  not  cover  the  same  shipment  as  that  covered  by  the  freight 
bill. 

Penalty  Charge  on  Lumber  Held  Sundays  and  Holidays 

Illinois. — Question:  Please  advise  whether  or  not  the  Inter- 
state Commerce  Commission  has  made  any  ruling  concerning  the 
application  of  the  $10  penalty  charge  on  lumber  held  Sundays 
and  holidays  after  the  expiration  of  free  time,  prior  to  August 
19,  1920,  at  which  time  Fairbanks'  Demurrage  Tariff  4-A,  I.  C.  C. 
No.  8,  was  corrected,  to  exclude  Sundays  and  holidays. 

We  have  never  found  a  carrier  who  would  accept  disposition 
on  a  car  on  Sunday,  and,  in  fact,  most  of  the  offices  are  closed, 
which  leads  us  to  believe  that  the  Commission  has  certainly  had 
the  matter  brought  before  them  at  some  time  or  another. 

Answer:  The  question  of  including  Sundays  and  holidays 
in  computing  time  in  connection  with  the  $10  a  day  penalty 
charge  on  lumber  held  for  reconsignment  is  now  before  the  Com- 
mission in  Complaint  No.  11818,  American  Wholesale  Lumber 
Association,  filed  September  14,  1920,  and  hearing  held  in  Chi- 
cago June  13  to  18,  1921. 

Storage — Liability  of  Shipper  for,  After  Notice  to  Carrier  to  Sell 

Goods 

Louisiana. — Question:  Last  November  we  shipped  one  bar  of 
steel,  valued  at  about  50  cents,  from  New  Orleans  to  point  "A," 
also  located  in  Louisiana.  The  consignee  refused  this  shipment. 
On  March  9,  1921,  we  mailed  the  original  bill  of  lading  to  the 
claim  agent  of  the  carrier  with  the  request  that  the  bar  of  steel 
be  disposed  of  at  point  "A"  by  giving  same  to  some  junk  dealer. 
We  were  willing  to  accept  liability  for  freight  charges  from  New 
Orleans  to  point  "A"  and  storage  charges  due. 

The  claim  agent,  however,  had  the  shipment  returned  to 
New  Orleans  and  sold  the  bar  of  steel  at  auction  for  25  cents, 
but  now  calls  on  us  for  freight  charges  to  and  from  point  "A" 
and  storage  charges  up  till  June  18,  the  date  shipment  was  dis- 
posed of. 

We  feel  we  should  not  pay  the  storage  charges  after  March 
9,  the  date  we  ordered  disposal  of  the  shipment.  Also  freight 
charges  to  New  Orleans  are  not  legally  collectable,  as  we  ordered 
the  shipment  to  be  disposed  of  at  destination.  As  cases  of  this 
kind  come  up  repeatedly  in  our  business,  we  will  thank  you  to 
advise  us  if  the  carrier  is  allowed  to  hold  the  shipment  three 
months  after  we  ordered  disposal,  also  if  we  should  pay  freight 
charges  for  the  return  of  shipment  to  point  of  origin. 

Answer:  We  have  been  unable  to  locate  any  decisions  of 
the  courts  or  of  the  Commission  which  place  upon  the  carrier 
the  duty  to  sell  goods  which  have  been  refused  by  the  consignee. 
A  carrier  is  engaged  in  transportation  and  while  the  law  gives 
the  carrier  a  lien  on  the  goods  for  its  freight  charges,  and  there 
are  statutory  provisions  in  all  of  the  states  which  give  the  car- 
rier the  right  to  sell  goods  after  a  certain  period  of  time  for 
the  freight  and  other  transportation  charges  which  have  accrued 
thereon,  we  hardly  believe  that  a  shipper  may,  upon  advising 
a  carrier  to  dispose  of  the  goods,  take  no  further  action  in  re- 
gard thereto  until  the  carrier  calls  on  it  for  its  transportation 
charges.  The  sale  of  the  goods  by  the  carrier,  we  believe,  may 
be  regarded  as  an  accommodation  to  the  shipper  and,  if  so,  it 
is  the  duty  of  the  shipper  to  keep  in  touch  with  the  carrier  and 


in  the  event  the  carrier  cannot  or  does  not  dispose  of  the  goods 
at  once,  he  should  arrange  to  dispose  of  them  himself. 

However,  a  carrier  has  no  right  to  return  goods  which 
have  been  refused  to  the  point  of  origin  without  instructions 
from  the  shipper,  and  therefore  cannot  collect  charges  for  the 
return  movement. 

Storage— Right   of   Carrier   to    Store    in    Public    Warehouse    Un- 
claimed Goods  not  Effected  by  Provision  of  Storage 

Tariff  Requiring  Notice  to  Consignor. 

Georgia. — Question:  Under  date  of  November  5th,  1920,  we 
delivered  to  the  Southern  Railway  Company  one  crate  for  trans- 
portation to  New  York,  and  on  December  2nd,  1920,  the  re- 
ceiving carriers  first  notified  us  that  the  shipment  was  at 
destination  uncalled  for.  We  have  handled  with  consignee 
and  they  state  they  have  never  received  an  arrival  notice  of 
the  shipment.  Upon  receipt  of  our  information  they  had  then 
man  checking  up  for  two  days  at  the  Pennsylvania  R.  R., 
Baltimore  and  Ohio,  and  Central  R.  R.  of  New  Jersey  for  this 
shipment  and  could  not  locate  same. 

We  h'ave  filed  claim  with  receiving  carriers,  which  has 
been  declined  with  the  information  that  shipment  reached  New 
York  November  18th,  1920,  and  was  placed  in  storage  on 
November  27th.  Naturally  the  consignee  could  not  locate  the 
desk  at  the  railroad's  warehouse  when  they  called  for  it  some- 
time in  December. 

It  is  our  contention  that  the  railroad  company  at  New  Yoi 
should    have   notified   us   before   placing   the   shipment   in    stor- 
age,  also   have    waited   the   required   length   of   time,   which   i; 
fifteen  days  from   expiration  of  the  free  period.     Will  you  ad- 
vise us  if  the  Pennsylvania  R.  R.  System  have  any  tariffs  where- 
by they  are  not  subject  to  the  fifteen  day  rule,  and  if  they  are 
not  required  by  law  to  notify  shipper  before  placing  the  ship- 
ment in  storage. 

Answer. — Under  the  provisions  of  Section  4  of  the  Uniform 
Bill  of  Lading,  property  not  removed  by  the  party  entitled  to 
receive  it  within  forty-eight  hours  (exclusive  of  legal  holidays) 
after  notice  of  its  arrival  has  been  duly  sent  or  given,  may  be 
kept  in  the  car,  depot,  or  place  of  delivery  of  the  carrier  or 
warehouse,  subject  to  a  reasonable  charge  for  storage,  or  may 
be,  at  the  option  of  the  carrier,  removed  to  and  stored  in  a  public 
or  licensed  warehouse  at  the  cost  of  the  owner.  Under  this 
provision  of  the  bill  of  lading  there  is  no  obligation  on  the 
part  of  the  carrier  to  hold  the  goods  on  its  premises  until 
after  the  expiration  of  fifteen  days  from  the  end  of  free  time, 
at  which  time,  under  the  provisions  of  the  storage  tariff,  no- 
tice of  unclaimed  shipments  must  be  given  the  consignor. 
If,  however,  no  notice  of  arrival  was  given  the  consignee, 
storage  cannot  be  collected. 

Ratification   of  Carrier's    Misdelivery 

Illinois. — Question:  During  September,  1919,  we  received  a 
carload  of  soft  coal  at  our  plant  and  unloaded  the  contents— 
without  first  ascertaining  whether  or  not  the  consignment  had 
been  ordered  by  us.  In  trying  to  ascertain  to  whom  we  were 
to  pay  the  invoice  value  of  the  coal,  the  following  facts  were 
developed. 

The  coal  originated  in  the  Peoria  district,  on  the  "X"  rail- 
road, and,  we  understand,  was  supposed  to  have  been  billed  to 
them,  but  for  some  unknown  reason,  same  was  actually  billed 
to  ourselves,  and,  furthermore,  was  shipped  to  us  via  lines  ": 
and  "Y"  over  a  more  or  less  circuitous  route. 

Two  questions  arise  from  a  transaction  like  this.  Is  the 
liability  even  as  to  our  acceptance  of  this  coal  versus  the  "Y" 
railroad  in  making  delivery  to  us?  For,  while  we  admit  it  is 
customary  for  anyone  to  make  a  check  of  arrivals  before  direct- 
ing the  unloading,  still,  during  busy  times  this  formality  can 
very  easily  be  overlooked. 

Had  we  gone  out  and  bought  coal  from  this  territory  our- 
selves, we  would  have  used  a  single-line  haul  and  very  ma- 
terially reduced  the  freight  rate  as  against  that  shown  on  the 
expense  bill  covering  the  above  shipment,  and  we  therefore  feel 
that  the  originating  carrier — "X" — having  misbilled  the  shipment, 
should  stand  the  difference  in  figuring  divisions  between  the 
local  single  line-haul  rate  and  the  double  line-haul  via  which 
the  shipment  actually  moved.  Your  valued  opinion  will  be  ap- 
preciated. 

Answer:  While  you  do  not  so  state,  we  assume  that  you 
have  paid  the  shipper  the  invoice  value  of  tTie  coal  and  that 
the  only  question  at  issue  is  the  amount  of  the  freight  charges. 
While  it  is  true  that  the  carriers  made  a  mistake  in  delivering 
this  car  of  coal  to  you,  you  ratified  their  mistake  by  accepting 
and  using  the  coal  and  paying  the  shipper  for  same.  In  our 
opinion  you  thereby  relieved  the  carriers  of  their  liability  for 
misdelivery  and  the  effect  is  the  same  as  though  you  had  actu- 
ally ordered  the  car  shipped  to  you.  The  carriers  are,  therefore, 
in  our  opinion,  entitled  to  payment  in  full  for  the  transportation 
of  this  car  of  coal  from  origin  to  destination.  In  this  connec- 
tion, we  find  upon  examining  the  tariff  that  the  car  moved  via 
the  direct  route  from  point  of  origin  to  destination  and  over  the 
route  via  which  the  lowest  rate  was  applicable. 

Limitations — Time   in   Which   Carrier   Must  Sue  for  Charges 
Illinois. — Question:    In   your  April    30,   1921,   issue   on 
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FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT? 


If  BO,  let  ua  figure  yourl  aid-down  cost.     If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

orviro  Cnmnznv    A-  c-  SHERRARD,  Manager 

eiVlCe   Company,    Steamship  Agent.,  Customs  Bnlvs,  Forwardini  Ajent, 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boston       Philadelphia        Baltimore        New  Orleani       Seattle       San  Francisco 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


File  Your  TARIFFS  Vertically 

—  and  use  the  "V-Spread"  for  quick  reference 

Start  with  a  single  section  of  three  files  and  build  on  to  it  later 
as  required.  Cut  shows  three  Tariff  Sections  with  Sliding  Shelf  Sec- 
tion between  and  Flat  Top  and  Leg  Base. 

Automatic  Letter  and  Cap  size,  also  card  index,  and  other  file 
sections  can  be  used  in  connection. 

Automatic  V-Expandin?  Files  of  suitable  size  for  tariffs  will  handle 
them  as  they  do  general  correspondence  —  easily  referred  to  or  re- 
moved with  the  "V-Spread"  left  open  for  quick  replacement. 

No  waste  of  Filing  or  Drawer  Space  makes  oversize  Cabinets  un- 
necessary. 

Wooden  Cases  in  handsome  quartered  oak  and  genuine  mahogany, 
5  ply  built  up  with  waterproof  glue,  are  better  for  appearance  and 

fire  protection  than  the 
ordinary  steel  cabinet. 

Automatic  V  Expand- 
ing: Steel  Files  on  10 

roller  progressive  exten- 
sion slides  provide  for 
durability  and  the  easi- 
est kind  of  operation. 

Write  us  for  No. 
22-T  Catalog  showing 
the  most  complete  line 
of  filing  equipment  in 
Cabinets,  Desks,  Desk 
Files,  etc.,  also  Filing 
and  Card  Index  sup- 
plies. 

Agencies  in  the 
larger  cities,  but  where 
not  represented  we  sup- 
ply consumers  direct  on 


30  Days'  Free  Trial 

at  our  risk  of 
all  expense. 

AUIOMAIIC 


THE  AUTOMATIC  FILE  4  INDEX  CO. 
145-245  E.  10th  St.,       Green  Bay,  Wis. 
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Merchandise 

STORAGE: 
DISTRI  BUTION 

North   Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 

Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit  from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  op  In 

domestic  and  foreign  traffic?      Then  investigate  the  LaSalle  Problem 
L'thotl  of  home-Htudy  in   Interstate  Commerce  and   Industrial  and 
tailway  Traffic  Management.    Find  oat  how  thin  course  can  ansiit 
you   to  better    knowledge   of  traffic  management    by   giving  you 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic   executives.     Write   for  catalog   and 
low  coot  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  796-TC      CHICAGO,  ILLINOIS 

The  f.ar'ifnt  Buiinell  Training  Institution  in  tfa  World 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and   Export 

Shipments 

Box  Shocks — 4- Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  LAKE  GUNNI,  Sailing  from  Galveston  August  10th 

Sailing  from  New  Orleans  August  15th 
S.S.  IRIS,  Sailing  from  New  Orleans  August  25th 
S.S.  ALVARADO,  SaUing  from  New  Orleans  September  10th 

Ratal  quoted,  beekinfs  and  other  information  furniined  open  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Brad  Street       430  S.nsome  Street 

direst  on,  Texas       Texas  City         New  York  City        San  Francisco,  Calif. 
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936  you  answered  a  question  from  "Pennsylvania"  regarding  the 
time  limitation  on  collection  of  freight  charges  by  transportation 
companies.  You  say  that  all  actions  at  law  by  carriers  subject 
to -section  16,  paragraph  3,  of  the  transportation  act,  for  the 
recovery  of  charges  or  any  part  thereof,  shall  be  begun  within 
three  years  from  the  time  the  cause  of  action  accrues,  and  not 
after. 

In  1917  we  made  shipment  to  a  point  in  Virginia  prepaying 
same  for  convenience  of  consignee,  whose  place  of  business  is 
a  non-agency  station.  Recently  we  were  presented  with  a  bill 
for  an  undercharge.  As  our  customer  has  now  gone  out  of  busi- 
ness, we  do  not  care  to  pay  this  bill,  as  we  would  have  to  stand 
the  loss.  We  infer  from  your  answer  to  "Pennsylvania"  that  the 
transportation  company  cannot  now  collect  it  from  us  legally. 

Answer:  The  provisions  of  section  16,  paragraph  3,  of  the 
transportation  act  is  not  retroactive,  but  apply  only  to  causes 
of  action  arising  on  and  subsequent  to  March  1,  1920.  In  the 
instant  case  the  cause  of  action  arose  prior  to  March  1,  1921, 
therefore  the  carrier  is  to  be  governed  by  the  statute  of  the 
state  of  Illinois  with  respect  to  the  period  of  limitation  for  bring- 
ing suit  for  the  collection  of  its  charges. 

Liability    of   Carrier— Discrepancy    Between    Shipper's    and    Car- 
rier's  Weights 

Pennsylvania. — Question:  We  received  a  car  of  pig  iron 
from  a  certain  shipping  point;  the  weight  for  this  shipment 
was  obtained  on  the  shipper's  private  scales  and  his  weights 
mailed  to  us  as  notice  of  shipment.  We  weigh  all  cars  received 
in  our  yards  and  when  car  in  question  was  weighed  gross  on 
our  scales  we  obtained  a  weight  showing  15,040  pounds  less  than 
given  by  the  shipper  and  the  freight  bill.  On  account  of  this 
discrepancy  the  car  was  reweighed  gross  in  the  presence  of  a 
representative  of  the  railroad  company  and  an  employe  of  our 
company  along  with  our  scalemaster;  the  second  weighing 
proved  to  be  the  same  as  the  first  and  the  car  was  unloaded 
and  light  weighed  in  the  presence  of  the  same  witnesses,  the 
light  weight  showing  a  net  difference  of  14,800  pounds  on  the 
shipment,  or  a  shortage  of  14,800  pounds  of  pig  iron. 

We  deducted  our  loss  from  shipper  and  presented  claim 
against  the  carrier  with  the  understanding  that  if  claim  was 
paid  we  would  adjust  with  shipper;  however,  the  carrier  de- 
clined payment  of  claim  and  we  want  to  get  a  decision  as  to  who 
is  to  be  accountable  for  the  differences  and  the  loss  between 
invoice  amount  and  the  value  of  material  received,  along  with 
the  freight  charge  loss  on  shipper's  weights.  The  material  was 
purchased  under  terms  of  f.  o.  b.  shipping  ppint;  we  claim  that 
the  shipper  was  at  fault  in  not  furnishing  'correct  weights  at 
shipping  point,  while  the  shipper  claims  the  material  was  lost 
in  transit,  but  the  carrier's  investigation  shows  that  the  car 
passed  in  transit  with  no  exceptions  to  a  clear  record.  Please 
advise  who  should  stand  the  loss. 

Answer:  As  respects  the  liability  of  the  carrier  for  loss 
of  goods  in  transit,  the  rule  is  that  the  plaintiff  has  in  general 
the  burden  of  proving,  by  a  preponderance  of  evidence,  the 
essential  elements  of  his  cause  of  action.  However,  a  prima 
facie  case  of  liability  is  made  out  and  the  carrier  is  then  called 
upon  to  prove  that  the  loss  did  not  arise  from  its  negligence — • 
upon  proof  by  the  shipper  of  delivery  of  a  certain  amount  of 
goods  to  the  carrier  and  the  delivery  by  the  carrier  of  a  lesser 
amount.  The  recital  in  the  bill  of  lading  as  to  the  amount  re- 
ceived places  the  burden  on  the  carrier  to  show  to  the  contrary, 
and,  in  the  absence  of  convincing  testimony  establishing  mis- 
take, it  must  control.  A  receipt  in  the  bill  of  lading,  however, 
is  not  conclusive  as  to  the  amount  of  goods  received  and  it  is 
always  competent  to  show  as  between  the  parties  that  the  quan- 
tity actually  delivered  was  less  than  that  named  in  the  receipt. 
Therefore,  in  the  instant  case,  the  burden  is  on  the  carrier  to 
prove  that  the  amount  stated  in  the  bill  of  lading  was  not  actu- 
ally received,  and  this  burden  can  only  be  discharged  by  show- 
ing that  a  mistake  was  made  in  weighing  the  pig  iron  or  in 
making  out  the  certificate  upon  which  it  issued  its  bill  of  lading. 
This  regardless  of  the  clear  report  of  the  carrier  covering  the 
movement  of  the  car  in  question. 

Liability   of   Telegraph    Company   for    Delay    in    Transmission    of 

Message 

Minnesota. — Question:  Will  you  advise  if  a  telegraph  com- 
pany can  be  held  for  excessive  freight  charges  as  damages  re- 
sulting from  delay  in  delivery  of  a  message?  In  the  case  we 
have  in  mind  a  reconsigning  order  was  given  on  July  3,  1920,  and 
not  received  by  the  carrier  until  the  sixth,  with  the  result  that 
it  was  impossible  to  effect  reconsignment,  and  the  result  was 
that  consignees  were  obliged  to  pay  freight  in  an  unreasonable 
amount. 

Answer:  The  United  States  Supreme  Court  has  held  in 
several  cases,  the  most  recent  one  being  that  of  Western  Union 
Telegraph  Company  vs.  Esteve  Brothers  &  Co.,  41  Supreme  Court 
584,  decided  June  1,  1921,  that  in  telegrams  passing  from  one 
state  to  another,  containing  a  stipulation  on  the  back  of  a  regu- 
lar printed  form,  upon  which  messages  are  written,  that  a  tele- 
graph company  will  not  be  liable  for  mistakes  or  delays  in  the 
transmission  or  delivery  of  an  unrepeated  message,  beyond  the 
amount  received  for  sending  the  same,  is  valid  and  binding. 


You  will  probably  find  on  the  message  you  sent  a  clause  limiting 
the  company's  liability  to  the  amount  received  for  sending  the 
same,  unless  a  repeated  message  has  been  requested  and  paid 
for,  and  consequently,  on  the  facts  you  submit,  it  is  our  opinion 
that  the  telegraph  company  is  not  liable  for  the  amount  of  the 
extra  freight. 

With  respect  to  the  reasonableness  of  the  foregoing  limita- 
tion, the  Interstate  Commerce  Commission,  in  J.  L.  Cultra  et  al. 
vs.  Western  Union  Telegraph  Co.,  61  I.  C.  C.  550,  held  in  part 
as  follows:  "Upon  consideration  of  the  record,  we  find  that 
the  present  rules  of  the  respondents  restricting  their  liability 
for  negligence  in  the  transmission  or  delivery,  or  for  non-deliv- 
ery, of  unrepeated  and  repeated  messages  are  and  for  the  future 
will  be  unreasonable;  that  the  maximum  liability  in  the  case 
of  a  message  for  the  transmission  of  which  the  unrepeated  rate 
is  charged  should  be  not  less  than  $500,  and  for  a  message  re- 
ceived for  transmission  at  the  repeated  rate,  $5,000,  which  limita- 
tions we  find  to  be  reasonable  as  parts  of  the  respective  rates. 
Provisions  should  be  made  for  the  transmission  of  valued  mes- 
sages under  a  liability  limited  to  the  value  stated  in  writing  by 
the  sender  of  the  message  at  the  time  it  is  offered  for  trans- 
mission upon  payment  of  the  repeated  rate  plus  one-tenth  of 
one  per  cent  of  the  stated  value  in  excess  of  $5,000." 
Interest  on  Loss  and  Damage  Claim 

Oregon. — Question:  On  April  28,  1920,  we  received  from  the 
"A"  railroad,  this  city,  one  case  containing  10,000  cigars  from 
Red  Lion,  Pa.,  and  when  shipment  was  unpacked  all  proved  to 
be  moldy.  We  called  for  an  inspector,  inspection  was  made, 
goods  were  salvaged  and  claim  for  $335.24  was  made  on  May  15. 
This  claim  was  acknowledged  by  the  freight  claim  agent  of  the 
"A"  railroad,  but  payment  was  delayed  in  his  office  until  No- 
vember 24,  1920,  when  voucher  was  received  for  the  full  amount, 
no  interest  being  allowed. 

After  considerable  correspondence  with  the  freight  claim 
agent,  we  are  definitely  given  to  understand  that  the  legal  de- 
partment has  ruled  that  interest  will  not  be  paid  on  loss  and 
damage  claims.  We  have  asked  for  authority  for  this  stand 
on  the  matter  and  are  told  it  is  a  matter  of  policy.  Kindly  let 
us  have  your  opinion. 

Answer:  According  to  the  decided  weight  of  authority  the 
plaintiff  recovering  judgment  for  loss  of  or  injury  to  goods  is 
entitled  to  interest  thereon.  The  carriers,  as  a  rule  will  not  nay 
the  interest  on  loss  and  damage  claims  except  under  a  judgment 
of  a  court.  Therefore,  in  order  to  recover  interest  on  such 
claims  a  shipper  must  bring  suit  on  his  claim. 

Overcharge — Claims   Against   Carrier   in    Hands  of   Receiver 

Michigan. — Question:  On  August  25,  1920,  we  shipped  a  car- 
load of  salt  to  a  point  in  Mississippi.  When  the  shipment  ar- 
rived at  destination  charges  on  the  basis  of  the  rates  effective 
August  26  were  assessed,  whereas,  charges  should  have  been 
assessed  on  the  rates  effective  on  August  25,  inasmuch  as  the 
shipment  was  forwarded  on  that  date.  The  overcharge  involved 
amounts  to  something  over  one  hundred  dollars.  Claim  was 
immediately  presented  for  overcharge,  since  which  time  deliver- 
ing line  has  gone  into  the  hands  of  the  receiver.  Under  these 
conditions  would  our  claim  for  overcharge  be  classed  as  a  pre- 
ferred claim  and  would  it  be  necessary  to  present  an  affidavit 
as  to  the  correctness  of  the  same  and  also  present  a  petition 
of  intervention,  taking  our  chances  with  the  rest  of  the  cred- 
itors of  this  defunct  railroad? 

Answer:  The  decisions  which  have  established  the  right 
of  the  court  to  require  the  earnings  of  a  receivership  to  be 
applied  in  payment  of  debts  incurred  prior  to  the  appointment 
of  a  receiver,  in  preference  to  the  claims  of  the  mortgagees  at 
whose  suit  the  receivers  had  been  appointed,  restrict  that  right 
to  somewhat  narrow  limits.  Ordinarily,  the  only  claims  pre- 
ferred over  the  lien  of  a  prior  mortgage  are  those  for  property 
furnished  or  services  rendered  to  the  mortgagor  which  either  ire- 
served  or  enhanced  the  value  of  the  security  of  the  mortgagee. 
See  34  Cyc.  260. 

In  the  instant  case  we  would  suggest  that  the  matter  be 
first  handled  with  the  initial  carrier  to  determine  the  amount 
due  by  the  defunct  carrier,  for  it  may  be  that  the  greater  part 
of  the  overcharge  is  due  from  the  solvent  lines.  After  deter- 
mining the  amount  due  you  should  present  claim  to  the  court 
in  which  the  receivership  proceedings  are  pending. 

With  respect  to  the  verification  of  such  claims,  it  is  held 
that  sworn  proof  of  the  justness  of  any  claim  may  be  required 
before  it  will  be  allowed,  but  in  the  absence  of  a  statute  requir- 
ing a  creditor  in  presenting  his  claim  to  a  receiver,  to  verify 
it  by  affidavit,  the  creditor's  failure  to  make  such  proof  will  not 
deprive  him  of  the  right  to  sue  on  his  claim.  Arnold  vs.  Penn., 
32  S.  W.  353. 

Ratification  of  Unauthorized   Delivery 

Pennsylvania. — Question:  Can  a  shipper  hold  the  railroad 
liable  for  conversion  under  the  following  circumstances? 

Two  years  ago  A  shipped  three  cars  of  machinery  to  B, 
order-notify,  via  C  and  D  railroads.  D  railroad  delivers  the 
three  cars  without  surrender  of  bill  of  lading.  A  attempts  to 
make  settlement  with  consignee  B,  who  gives  A  notes  in  ex- 
change for  bills  of  lading.  Notes  go  to  protest  and  B  since  has 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Railroad  Accounting  Service 


w 

Systems  for  Accounting  Officer 


Valuations — 
Cost  Statistics 


A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment — Special  Accountants,  American  Short  Line  Railroad  Astn 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General   Transfer  and   Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


DALLAS.  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.    Correspondence  solicited. 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Pago,  Texas 
Nuevo  Laredo,  Tamps.,  Mexico 
Piedras  Negras,  Coah.,  Mexico 


Eagle  Pass,  Texas 
Juarez,  Chih.,  Mexico 
Mexico  City 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Co, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH.     GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER,  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouse* 

B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.Fl.  Floor  Sptce  —  Fireproof  —  Bonded  —  $200,900  Capital 
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gone  in  receivers'  hands.    Can  we  not  file  claim  against  the  de- 
livering road? 

Answer:  An  unauthorized  delivery  may  be  ratified  by  t 
party  entitled  to  delivery  of  the  goods  and,  where  such  delivery 
is  ratified  with  a  full  knowledge  of  the  facts,  the  carrier  is 
thereby  exempted  from  further  liability.  But,  in  order  to  re- 
lease the  carrier  from  liability  for  wrongful  delivery  on  the 
ground  of  ratification  it  must  plainly  appear  that  the  ratification 
was  intended  with  full  knowledge  of  all  facts.  What  constitutes 
a  ratification  depends  on  the  facts  of  each  particular  case  and 
may  be  shown  by  express  words  or  implied  from  words,  acts  or 
silence.  10  Corpus  Juris  267. 

A  shipper  upon  discovery  that  his  shipment  has  been  wrong- 
fully delivered  has  one  of  four  remedies: 

1.  He  may  rely  upon  the  liability  of  the  carrier  and  ignore  the 
possessor  of  the  goods  altogether.  . 

2.  He  may  sue  for  the  possession  of  the  goods  in  the  hands  of 
the  possessor. 

3.  He  may  sue  the  possessor  for  conversion. 

4.  He  may  waive  the  tort  of  the  carrier  and  sue  the  possessor  for 
the  purchase  price  or  the  reasonable  value  of  the  goods. 

In  the  case  of  Blowers  vs.  Canadian  Pac.  Ry.  Co.,  155  Fed. 
935,  it  was  held  that  the  shipper  waived  the  tort  by  accepting 
part  payment  of  the  purchase  price,  taking  a  promissory  note 
for  the  balance,  thereby  extending  the  time.  The  effect  of  this 
was  to  transfer  the  title  of  the  goods  to  the  person  to  whom 
they  were  wrongfully  delivered.  It  was  held  that  after  having 
done  this  the  shipper  could  neither  recover  the  apples  nor  sue 
the  carrier  for  conversion,  his  only  remedy  was  to  rely  upon 
a  sale  and  sue  the  purchaser  on  the  contract  which  had  been 
fully  consummated. 

We  are  of  the  opinion  that  in  the  instant  case  the  accept- 
ance of  the  note  by  the  shipper  prevented  the  carrier  from  re- 
covering the  misdelivered  goods,  thereby  relieving  it  of  liability. 

Embargo — Liability  of  Carrier  for  Delay  to 

Tennessee. — Question:  Are  carriers  exempt  from  liability  un- 
der the  following  conditions:  Shipment  delivered  to  carriers 
August  4,  1920,  at  Plymouth,  Pa.,  consigned  to  Memphis;  reached 
destination  October  20,  1920;  consignee  damaged  by  shrinkage 
of  values;  carriers  explain  that  freight  was  held  on  account  of 
embargo. 

Answer:  "Where  goods  are  tendered  to  a  carrier  for  trans- 
portation, it  is  bound  to  advise  the  shipper  as  to  any  cause 
likely  to  delay  transportation,  which  cause  is  within  its  knowl- 
edge, or  within  its  fair  and  reasonable  means  of  knowledge,  and 
not  within  the  knowledge  of  the  shipper;  and,  if  it  fails  in  its 
duty  in  this  respect,  a  delay  in  the  transportation  of  the  goods 
will  not  be  excused,  and  that,  too,  irrespective  of  the  nature  of 
the  cause.  The  acceptance  of  goods  for  shipment  without  notify- 
ing the  shipper  of  the  fact  that  they  cannot,  be  promptly  deliv- 
ered is  tantamount  to  an  assurance  that  they  will  be  delivered 
within  a  reasonable  time,  except  for  the  intervening  of  excusing 
causes  of  subsequent  occurrence.  This  duty  is  in  no  way  de- 
pendent on  special  agreement,  but  is  a  part  of  the  duty  imposed 
by  law  on  carriers;  and  the  reason  why  the  law  had  imposed 
it  on  the  carrier  is  to  give  the  shipper  an  opportunity  to  exercise 
his  own  discretion  as  to  the  propriety  of  making  the  shipment — 
to  choose  between  the  different  courses  open  to  him. 

"When  the  carrier  has  complied  with  its  duty  in  respect  to 
giving  notice,  it  should  not  be  held  responsible  for  a  delay  which 
it  cannot  prevent  if  the  shipper  still  insists  upon  delivering  his 
property  for  shipment,  and  an  express  agreement  between  the 
carrier  and  the  shipper  is  not  necessary  to  exempt  the  carrier 
from  liability.  However,  any  notice  given  can  in  no  case  operate 
further  than  the  plain  scope  thereof. 

"A  carrier  is  not  bound  to  advise  the  shipper  of  a  possible 
cause  of  delay  which,  in  reasonable  anticipation,  will  not  inter- 
fere with  the  carrier's  business."  10  Corpus  Juris,  section  412. 
In  the  case  of  U.  S.  vs.  Lumber  Company,  254  Fed.  335, 
the  court  said:  "The  right  of  a  carrier  to  lay  embargoes  for 
the  proper  conduct  of  its  business  is  not,  and  I  do  not  think 
could  be  successfully  contested.  This  right,  wholly  or  partially, 
is  recognized  in  nearly  all  of  the  cases  cited,  and  especially  in 
the  decision  of  the  Interstate  Commerce  Commission  in  Balti- 
more Chamber  of  Commerce  vs.  B.  &  O.  R.  R.,  45  I.  C.  C.  40." 
The  cases  cited  are  P.  R.  R.  vs.  Puritan  Mining  Co,  237  U.  S. 
121;  P.  R.  R.  Co.  vs.  Stineman  Coal  Co.,  242  U.  S.  298;  P.  R.  R. 
Co.  vs.  Sonman  Coal  Co.,  242  U.  S.  121,  and  Hocking  Valley  R.  R. 
Co.  vs.  U.  S.  210  Fed.  735. 

We  do  not  locate  any  cases  which  specifically  pass  upon  the 
liability  of  the  carrier  for  damages  resulting  from  delay  due  to 
an  embargo  placed  after  acceptance  of  the  goods  by  the  initial 
carrier,  but  inasmuch  as  it  appears  that  a  carrier  has  the  right 
to  lay  an  embargo,  we  do  not  see  how  a  carrier  could  be  held 
liable  in  damages  for  delay  to  freight  resulting  from  the  placing 
of  an  embargo  either  by  itself  or  by  a  connecting  carrier  over 
which  the  goods  are  to  be  transported 

The  correctness  of  our  viewpoint  seems  to  be  supported  by 
inference  from  the  decisions  of  the  courts  in  the  cases  of  Berger- 
Crittenden  Co.  vs.  C.  M.  &  St.  P.,  150  N.  W.  497,  and  C.  &  O. 
Ry.  Co.  vs.  O'Sara  KJng  &  Co..  139  S.  W.  803. 


Liability  of  Carrier  for  Loss  Under  Clear  Seal  Record 
Ohio.— Question:  Advise  if,  in  your  opinion,  a  consignee  has 
legal  recourse  when  a  carload  of  autos  are  delivered  to  him, 
consignor's  seals  intact,  but  various  small  parts  stolen  and  some 
damages,  due  to  rough  handling,  same  noted  on  original  paid 
expense  bill. 

One  of  our  eastern  dealers  has  a  claim,  circumstances  as 
outlined  above,  declined  by  carriers  account  shipment  was  de- 
livered to  themselves  under  perfect  factory  seal  record.  Inas- 
much as  the  parts  missing  are  those  ordinarily  pilfered,  the 
writer  assumes  that  the  double  side  doors  on  auto  car  in  ques- 
tion slid  enough  to  admit  entrance  (I  have  seen  several  such 
instances  without  seals  being  broken). 

Answer:  Inasmuch  as  a  carrier  is  an  insurer  of  the  goods 
which  it  receives  for  transportation,  all  that  is  necessary  in 
the  instant  case  is  to  prove  that  the  parts  which  were  short 
were  in  the  car  at  the  time  it  was  sealed  and  delivered  to  the 
carrier  for  transportation  and  that  they  were  missing  when 
the  car  was  received  and  opened  at  destination.  Upon  such  a 
showing  the  carrier  has  the  burden  of  proving  that  it  was  not 
negligent  or  that  it  did  not  in  fact  receive  the  goods  or  that 
the  loss  occurred  through  some  cause  for  which  it  is  excused 
by  operation  of  law,  such  as  an  act  of  God,  the  fault  of 
shipper,  etc. 
Misrouting— Duty  of  Carrier  to  Forward  Via  Cheapest  Available 

Route   Consistent  with    Bill   of    Lading    Instructions 
Kansas.— Question:    Some  time  ago  we  purchased  a  car  of 
apples  from  a  firm  loading  at  Neosho,  Mo.     We  did  not  furnish 
them  with  routing  instructions.     However,  they  loaded  the  ( 
on  the  Frisco  and  the  shipper  inserted  the  word  "Santa  Fe"  in 
the  space  designated  for  routing  on  the  bill  of  lading.     Conse 
quently  the  car  moved  Frisco  to  Cherryvale,  Kan.,  thence  Santa 
Fe  to  destination.     There  are  no  through  rates  in  existence  via 
this  route.     However,  had  the  car  been  routed  Frisco  to  Clare- 
more,  Okla.,  Mo.  Pac.  to  Wichita  care  of  the  Santa  Fe  to  des- 
tination, we  would  have  enjoyed  a  through  rate  which  is  con- 
siderably less  than  the  combination. 

We  filed  claim  against  the  carriers  for  the  overcharge,  con- 
tending that,  while  the  shipper  instructed  car  to  move  Santa  I 
he  did  not  specify  any  particular  junction  point  and  that,  inas 
much   as   the   Frisco  Railroad  was   aware   of  the   fact  that 
through  rate  would  not  apply  in  connection  with  the  Santa  I 
unless  an  intermediate  line  participated  in  the  haul,  they  should 
not  have  delivered  the  car  to  the  Santa  Fe  at  Cherryvale,  b 
should  have  made  delivery  to  the  Missouri  Pacific  at  Claremor 
Please  let  us  have  your  opinion  in  the  matter.     Also,  what  woulc 
have   been  the  result,  had   the   shipper  specified  in  the   bill  of 
lading,  "Santa  Fe  delivery"  instead  of  Santa  Fe  Railroad. 

Answer:     Where   the   shipper   exercises   his   right   to   route 
the    shipment   and    such    routing   is    complete,    delivery   by   1 
initial  carrier  to  the  road  specified  in  the  bill  of  lading  is  not 
misrouting  though  a  lower  rate  is  available  via  an  intermediate 
line. 

In  the  case  of  Brunei-  Co.  vs.  Sou.  Ry.,  40  I.  C.  C.  549,  a  car 
of  lumber  originating  on  the  Southern  Railway  at  Embree,  S. 
destined  to  Trenton,  N.  J.,  was  routed  by  shippers  "Pa.  R. 
no  rate  or  junction  points  through  which  the  shipment  was  to 
move  being  shown  on   the  bill  of  lading.     The  rate  applicable 
via  the  Southern  Railway,  Potomac  Yards,  Va.,  and  Penna.  1 
was  27%  cents,  while  a  rate  of  23%  cents  applied  via  Pinner's 
Point,  Va.,  N.  Y.  P.  &  N.  R.  R.  and  Pa.  R.  R.     The  car  moved 
via   Potomac   Yards,  Va.     The   Commission   held  that   the   ship- 
ment was  not  misrouted  for  the  delivery  by  the  initial  carrier 
to  the  Pennsylvania  R.  R.  at  Potomac  Yards,  Va.,  complied  will 
the  only  routing  instructions  given.     If  the  lower  rate  had  heel 
inserted  in  the  bill  of  lading,  it  would  then  have  been  the  car- 
rier's  duty  to   inquire   of  the  shipper  what  route   was   desired. 
By  applying  the  principle  in  the  foregoing  case  to  the  fact! 
in  the  instant  case,  we  are  of  the  opinion  that  the  initial  line 
did  not  misroute  the  car  in  turning  it  over  to  the  Santa  Fe. 
the  shipper  had  specified  in  the  bill  of  lading  "Santa  Fe  Deliv 
ery"   instead   of  Santa   Fe  R.   R.,   then   it  would   have   been   in- 
cumbent  to   forward    the    shipment   via   the   cheapest   availabli 
route   consistent  with   such   instructions.     Reconsigning   Charge 
Applicable  on  Refused   Shipment  Returned  to  Shipper. 

Ohio.  — Question:  We  had  a  car  of  slag  shipped  from  Cleve- 
land to  Berea,  O.,  on  the  N.  Y.  C.  on  which  the  charges  were 
prepaid  at  Cleveland  from  this  point  to  Berea,  O.  The  car  was 
refused  and  returned  Cleveland  with  charges  to  follow  back  to 
Cleveland. 

We  have  had   the  matter  up  with  several  parties,  particu- 
larly with  our  traffic  commissioner's  office  in  this  city,  and  are 
under  the  opinion  that  there  should  be  no  reconsigning  charge 
assessed,   due   to   the   fact   that   the   charges   were   prepaid  and 
then  ordered  reconsigned  to  Cleveland,  making  a  new  movement 
on  the  car,  and,  inasmuch  as  no  charges  followed  the  car  t 
Berea,  and,  in  fact,  new  orders  were  issued,  there  should  be  no 
reconsigning  charge  assessed  on  the  car.     We  have  declined  t 
pay  the  reconsigning  charge,  due  to  the  fact  that  the  car  was  re- 
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NOSA  LINE 


Monthly  Sailing!  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,' Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

004-14  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  648  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  freight  Shipments  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St..  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 


Pacific  Mail  Steamship  Co. 

Under  American  F/of  PASSENGERS  AND  FREIGHT  E.fafc/i'./icc/  IHt 

TRANS-PACIFIC  SERVICE 

"The  Sunihine  Bill  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

P«.«cngrr   and   freight  »iling«   by    new  and    luxurious   U.  S.  Shipping  Board 
•te«mer  5.5.  Golden  State  (Auguit  20th);  5.5.  Empire  Slate  (October  lit): 
U.  S.  S.  B.  iteamcr  (October  15th):  S.  5.  Golden  State  (October  29th): 
and  pending  delivery  3  other  U.  S.  S.  B.  (teamen 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saif  on. 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

S.  S.  Creole  State  (August  13th);   5.  S.  Wolverine  State  (September  14th) 
5.  5.  Granite  State  (October  15th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zon* 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.  5.  Venezuela  Bails  from  San  Francisco  August  1 1th 

from  Baltimore  September  20th 

5.  S.  Colombia  sails  from  Baltimore  August  30th 

5.  5.  Ecuador  sails  from  San  Francisco  September  15th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 


SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

ween  Shanghai,  Hongkong,  Saigon,  Singapore,  Penang,  Range 
Calcutta 

Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 


Through  bill*  of  lading  iitued  to  and  from  point*  beyond  port*  of  call 

General  Pastenger  and  Ticket  office;     621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.      400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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switched  back  to  Cleveland.  The  carriers  state  no  new  billing 
issued,  and  that  the  reconsigning  charge  should  be  assessed. 

Kindly  advise  us  the  legal  point  on  this  reconsigning  charge, 
as  the  traffic  commissioner's  office  advises  that  they  cannot  see 
how  the  charge  should  be  assessed,  although  they  are  investi- 
gating. 

Answer:  For  the  purpose  of  applying  the  uniform  recon- 
signing rules  the  term  "reconsignment"  means  a  change  in  the 
name  of  the  consignee,  change  in  the  name  of  the  consignor, 
change  in  the  route  at  owner's  request,  change  in  destination — 
any  instructions  necessary  to  effect  delivery  not  shown  on  the 
original  billing. 

Inasmuch  as  in  the  instant  case,  there  was  an  actual  change 
in  the  name  of  the  consignee  made  by  the  carrier  on  behalf 
of  the  shipper,  we  are  of  the  opinion  that  it  can  lawfully  assess 
its  reconsigning  charge.  If,  however,  your  representative  at  the 
original  billed  destination  had  accepted  shipment,  and  returned 
same  under  a  new  bill  of  lading,  then  the  carrier  could  not  law- 
fully assess  a  charge  for  service  not  performed. 

Reconsigning  Charge  Applicable  on  Shipment  Held  for  Delivery 
Instructions 

New  York. — Question:  Recently  we  received  a  carload  ship- 
ment from  one  of  our  out-of-town  plants.  Bill  of  lading  was 
properly  executed,  giving  our  correct  local  address,  but  did  not 
give  the  local  delivery  station  desired.  In  view  of  this  fact  the 
railroad  held  the  car  at  their  Jersey  City  terminal,  requesting 
us  to  advise  station  at  which  we  would  take  delivery,  and  for 
this  service  they  assessed  a  diversion  charge. 

We  do  not  believe  that  this  diversion  charge  should  have 
been  assessed,  inasmuch  as  the  transportation  company  should 
know  our  location,  and  should  have  forwarded  car  to  nearest 
delivery  point. 

Answer:  The  terminal  carriers  at  New  York  and  Brook- 
lyn provide  in  their  tariffs  which  are  filed  with  the  Interstate 
Commerce  Commission  that  there  are  no  such  stations  as  New 
York  and  Brooklyn,  and  that  shipments  consigned  to  such  points, 
where  no  particular  delivery  is  shown,  will  be  held  at  Jersey 
City  for  instructions.  Inasmuch  as  such  instructions  are  neces- 
sary to  effect  delivery,  we  are  of  the  opinion  that  the  carrier  is 
within  its  rights  under  its  reconsigning  tariff,  in  making  a 
charge  for  such  service. 

We  find  that  this  matter  was  before  the  Interstate  Com- 
merce Commission  in  the  case  of  New  York  Produce  Exchange 
vs.  B.  &  O.  R.  R.,  46  I.  C.  C.  666.  In  that  case  the  Commission 
sustained  the  carrier's  contention  that  a  reconsigning  charge 
would  be  made.  It  was  held  that  the  defendants'  main  purpose 
in  imposing  the  reconsigning  charge  was  to  discourage  open 
billing  to  New  York  and  thereby  to  secure  the  prompt  release 
of  cars  and  relieve  congestion. 
Liability  of  Express  Company  for  Valuation  Shown  in  Receipt 

New  York.— Question:  Kindly  advise  your  opinion  and,  if 
possible,  state  court  decision  which  would  treat  with  the  follow- 
ing case: 

The  American  Railway  Express  Company  receipted  for  a 
trunk,  the  stipulated  valuation  of  which  was  $500.  Some  time 
during  the  evening  of  the  day  upon  which  this  trunk  was  re- 
ceived it  was  stolen  from  the  depot  and  the  next  morning  the 
trunk  was  found  some  distance  from  the  depot  with  the  entire 
contents  missing.  The  express  company  have  admitted  their 
liability,  but  claim  they  cannot  be  held  for  the  full  valuation, 
viz.,  $500. 

The  trunk  contained  some  very  expensive  wearing  apparel, 
particularly  a  riding  habit,  valued  by  the  shipper  at  $250.  This 
habit  was  purchased  from  a  London  maker  about  two  years  ago. 
However,  as  it  was  of  fall  weight,  it  had  been  used  but  very 
few  times  and  it  is  the  contention  of  the  shipper  that  it  had 
not  lost  or  deteriorated  in  value.  However,  as  the  trunk  was 
consigned  to  a  firm  of  cleaners,  it  is  the  claim  of  the  express 
company  that  the  contents  could  not  have  been  in  first-class 
condition  and  they  are,  therefore,  only  willing  to  allow  a  settle- 
ment of  $250  on  the  entire  shipment. 

Answer:  Where  goods  lost  in  transportation  have  no  mar- 
ket value  in  the  ordinary  acceptance  of  the  term,  such,  for 
instance,  as  wearing  apparel,  household  goods,  etc.,  compensa- 
tion for  the  actual  loss  is  the  fundamental  principle  on  which 
the  measure  of  damage  rests.  The  amount  to  be  awarded  as 
damages  is  ordinarily  the  actual  value  of  the  goods  lost  to  the 
owner,  considering  their  cost,  the  practicability  and  expense  of 
replacing  them,  and  such  other  conditions  as  affect  their  value 
to  the  owner,  and  not  what  the  goods  might  bring  if  sold  as 
second-hand  goods,  or  merely  nominal  damages.  Such  a  basis 
of  estimating  damages,  it  is  said,  would  be  unjust,  as  the  amount 
awarded  would  then  depend  largely  on  circumstances  which 
would  have  nothing  to  do  with  the  intrinsic  value  of  the  articles 
or  their  actual  worth  to  the  owner.  But  the  owner  is  not  en- 
titled to  recover  some  fanciful  price  which  he  might  place  on 
the  lost  goods,  but  should  recover  only  such  reasonable  damage 
as  from  the  nature  of  the  goods  or  the  nature  of  their  use  to 
him  he  has  sustained  by  their  loss.  And  circumstances  of  in- 
convenience to  the  owner  resulting  from  loss  of  the  use  of  the 
property  cannot  be  included.  10  Corpus  Juris,  398. 


In  the  case  of  Hart  vs.  Pa.  R.  R.,  112  U.  S.,  page  343,  it  is 
said  that  where  a  contract  of  the  kind  signed  by  the  shipper,  is 
fairly  made,  agreeing  on  a  valuation  of  the  property  carried, 
with  the  rate  of  freight  based  on  the  condition  that  the  carrier 
assumes  liability  only  to  the  extent  of  the  agreed  valuation,  even 
in  case  of  loss  or  damage  by  the  negligence  of  the  carrier,  the 
contract  will  be  upheld  as  a  proper  and  lawful  mode  of  securing 
a  due  proportion  between  the  amount  for  which  the  carrier  may 
be  responsible  and  the  freight  he  receives,  and  of  protecting 
himself  against  extravagant  and  fanciful  valuation. 

It  is  our  opinion  that  in  the  instant  case  you  are  entitled  to 
recover  actual  valuation  of  the  goods  to  you,  but  not  to  exceed 
$500. 


PAYMENTS  TO  CARRIERS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts:  Missouri  Pacific  Railroad  Company,  $9,000,000;  Alton 
&  Southern  Railroad,  $385,000;  Trans-Mississippi  Terminal  Rail- 
road Company,  $55,000;  Chattanooga  Station  Company,  $19,- 
623.81;  Gulf  Terminal  .Company,  $9,426.33.  "The  payment  of 
these  claims  on  final  settlement  is  largely  made  up  of  balance  of 
compensation  due,  but  includes  all  other  disputed  items  as  be- 
tween the  railroad  companies  and  the  Administration  during  the 
twenty-six  months  of  federal  control,"  the  Administration  said. 

Additional  partial  payments  have  been  made  by  the  Treas- 
ury Department  as  follows:  Chicago,  Palatine  &  Wauconda 
$9,000;  Arizona  &  New  Mexico,  $150,000,  and  the  Terminal  Rail- 
road Association  of  St.  Louis,  $30,000. 

The  Treasury  Department  has  paid  the  Louisiana  Railway  & 
Navigation  Company  $200,000  under  a  partial  payment  certi- 
ficate issued  by  the  Commission. 

The  Commission  has  issued  partial  payment  certificates  in 
favor  of  the  Terminal  Railroad  Association  of  St.  Louis  for 
$30,000  and  of  the  Arizona  and  New  Mexico  Railway  Company 
for  $150,000.  A  partial  payment  certificate  under  section  204  was 
issued  in  favor  of  the  Louisiana  Railway  &  Navigation  Com- 
pany for  $200,000.  The  Commission  found  that  the  carrier  owes 
the  government  $65,490.86. 

The  Treasury  has  made  the  following  additional  payments 
under  the  partial  payment  certificates:  Texas  &  Pacific,  $120,000; 
Minneapolis  Eastern,  $17,000;  Angelina-  &  Neches  River,  $30,000. 
A  loan  of  $450,000  authorized  by  the  Commission  was  paid  to 
the  receiver  of  the  M.  K.  &  T.  of  Texas. 


RAILROAD    IN    HAWAII 

The  Commission  has  authorized  the  Ahukini  Terminal  & 
Railway  Company,  Ltd.,  to  construct  and  operate  16  miles  of 
railroad  in  the  district  of  Puna,  Island  of  Kauai,  Hawaii.  The 
road  will  extend  from  a  point  near  Anahola  Bay  to  Ahukini 
Landing  on  Hanamaulu  Bay.  Operation  of  the  road  will  facili- 
tate shipments  from  plantations  to  the  harbor  at  Ahukini  Land- 
ing. 


K.   G.  &  S.  ABANDONMENT 

The  Kentwood,  Greensburg  &  Southwestern  Railroad  Com- 
pany has  been  authorized  by  the  Commission  to  abandon  its 
line  of  railroad  between  Kent's  Mill  and  Freiler,  La.,  a  distance 
of  13.21  miles.  The  line  was  built  to  haul  forest  products  and 
nearly  all  of  the  timber  has  been  cut,  leaving  no  traffic  for  the 
road. 


MISSOURI    PACIFIC   BONDS 

The  Missouri  Pacific  has  been  authorized  by  the  Commission 
to  issue,  from  time  to  time,  $5,501,500  of  first  and  refunding 
mortgage  6  per  cent  bonds.  Under  the  order,  the  bonds  may 
be  sold  at  not  less  than  90  per  cent  of  their  face  value  or  pledged 
for  notes.  The  bonds  will  be  issued  to  reimburse  the  company's 
treasury  in  part  for  expenditures  made  for  acquisition  of  prop- 
erty, construction  work  and  additions  and  betterments. 


JACKSON  &  EASTERN  LOAN  DENIED 
The  Commission  has  denied  an  application  of  the  Jackson 
&  Eastern  Railway  Company,  operating  in  Mississippi,  for  a 
loan  of  $25,000  on  the  ground  that  the  prospective  earning 
power  of  the  company  and  the  character  and  value  of  the  se- 
curity offered  was  not  such  as  to  warrant  the  authorization  of 
the  loan.  The  company  originally  asked  for  $100,000  and  later 
cut  the  request  to  $25,000. 


BOSTON  AND  MAINE  ABANDONMENT 
The  Commission  has  authorized  the  Boston  &  Maine  to 
abandon  3.5  miles  of  branch  line  from  Cherry  Mountain  to  Jef- 
ferson in  Coos  county,  N.  H.  The  line  was  built  in  1892  for 
the  accommodation  of  the  summer  resort  travel  which  has  been 
greatly  diminished  because  of  the  growth  of  automobile  travel. 
In  a  separate  order  the  Commission  authorized  the  Boston  & 
Maine  to  abandon  9.11  miles  of  branch  line  in  Grafton  county, 
N.  H.,  which  is  also  a  summer  resort  road  which  has  lost  traffic 
on  account  of  automobile  competition. 
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Wtsi  VIRGINIA 
COMPANY'S 

evenieervMills 


To  the  Progressive 
Traffic  Manager 

Have  you  ever  had  it  proved 
to  you  that  West  Virginia 
mechanically  hardened  Fibre 
is  much  more  durable  than 
ordinary  container  fibre? 

It  is  puncture  proof — water 
resisting — and  can  be  worked 
to  shapes  of  various  sizes 
without  loss  of  strength. 

For  special  corner,  side  and 
end  protectors,  it  has  no 
equal  for  durability  and 
strength. 

A  special  service  department 
is  maintained.  We  should 
be  glad  to  have  you  consult 
it  about  your  package  prob- 
lem. 

Pulp  Products  Dept. 
West  Virginia  Pulp  &  Paper  Co. 


200  Fifth  Avenue 


New  York,  N.  Y. 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamers) 


SS  "WEST  NIVARIA" 
SS  "VINITA" 
SS  "WEST  KADER" 
SS  "WEST  KEATS" 


August  8 
August  29 
September  19 
October  10 


Transhipment  at  Shanghai   to   American    River  steamers   for 

Nanking.    Pukow,    Hankow    and    other    open 

Yangtse  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 

or 
Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building,  Portland,  Oregon 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 
New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  •  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  Dumber- 
less  traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  U 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  Yon  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundred*  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  bow  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  bn port* no*. 
Don't  delay  I  Send  ua  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  27-E  4043  Drexel  Blvd.,  Chicago,  10. 
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Personal  Notes 


J.  C.  Gilmore,  the  new  chairman  of  the  freight  station  sec- 
tion,   operating    division,    American    Railway    Association,    was 

born  in  Philadelphia  and 
entered  the  service  of 
the  Pennsylvania  Railroad 
when  a  boy.  He  is  now 
freight  agent  at  Broad 
street  and  Washington 
avenue,  including  the  sta- 
tions at  Thirtieth  and  Oak- 
ford  streets  and  Point 
Breeze.  At  the  time  of 
the  railroad  riots  in  1877 
he  distinguished  himself 
by  seizing  an  engine  from 
the  rioters  in  the  AHoona 
roundhouse  and  thus  con- 
veying Governor  HartMnft 
to  Pittsburgh.  For  this 
act  he  was  presented  with 
a  medal  by  Col.  Thomas 
Scott,  president,  and  a 
resolution  of  thanks  by 
the  directors.  It  is  not, 
however,  as  a  railroad 
man  alone  that  Colonel 
Gilmore  .is  distinguished. 
He  has  been  for  more  than 
35  years  a  member  of 
the  Pennsylvania  National 
Guard.  He  entered  the 

First  Regiment  as  a  private,  advancing  step  by  step  until  he 
attained  the  rank  of  adjutant  general  of  the  First  Brigade. 
After  serving  in  that  position  for  eleven  years  he  was  promoted 
to  be  adjutant  general  of  the  division  and  is  now  serving  as 
the  colonel  commanding  the  Veteran  Corps,  First  Regiment 
Infantry,  N.  G.  P.  At  the  time  of  the  world  war  he  asked  to 
be  transferred  to  active  service  in  the  field,  but  on  account  of 
the  age  limit  his  request  was  not  approved.  However,  he  had 
charge  of  the  United  States  Navy  Yard  transportation  with 
over  one  hundred  sidings,  and  40,000  employes  and  10,000  sailors 
and  marines  on  duty;  the  United  States  Arsenal,  supplying  uni- 
forms and  equipment,  with  30,000  employes;  the  United  States 
Marine  Corps,  Quartermaster's  Depot,  Inland  Warehouse,  U.  S. 
A.,  Supply  Depot,  and  three  other  Army  and  Navy  Supply 
depots.  In  addition  to  this  he  had  charge  of  the  grain  supply 
for  the  Allies. 

The  commercial  development  department  of  the  Baltimore 
&  Ohio  Railroad  Company  has  announced  the  following  appoint- 
ments: W.  H.  Baker,  industrial  survey  agent  at  Baltimore,  vice 
Paul  S.  Phenix,  who  has  been  promoted;  Charles  C.  Rettberg, 
traveling  industrial  agent,  Baltimore,  succeeding  W.  E.  Hampton, 
who  has  been  promoted;  0.  K.  Quivey,  general  agricultural 
agent,  Baltimore. 

F.  E.  Potts  has  been  appointed  traffic  manager,  and  A.  H. 
Metz,  chief  inspector  for  the  Port  Arthur  Chamber  of  Commerce 
and  Shipping,  Port  Arthur,  Texas. 

W.  C.  McLaughlin,  a  member  of  the  auxiliary  committee  of 
the  Central  Freight  Association,  died  in  Chicago,  July  24  He 
was  formerly  assistant  general  freight  agent  for  the  B.  &  0  at 
Cleveland. 

R.  L.  Kern,  who  until  September  1,  1920,  was  traffic  manager 

the  United  States  Radiator  Corporation,  Detroit,  died  in  Los 
Angeles,  June  28. 

E.  N.  Armstrong,  president  of  the  Toledo,  Peoria  &  Western 
Railroad,  died,  July  26,  in  Peoria. 

3.  Houck,  former  traffic  manager  for  the  Samson  Tractor 
Company,  has  been  appointed  traffic  manager  for  the  Chamber 
of  Commerce,  Janesville,  Wis. 

Newspaper  men,  advertising  men  and  ship  operators  joined 
in  giving  a  complimentary  dinner  to  Herman  Laue    advertising 
manager  of  the  United  States  Shipping  Board,  at  ihe  Waldorf 
Astoria,    New    York,    July    28.     Edward  Percy  Howard    of  the 
P,reSS  Associ^0^'  was  chairman  of  the  committee  on 


Southern  Pacific  Railroad  at  San  Francisco,  spoke  on  "The  San 
Francisco-South   San  Francisco  Switching  Case." 

The  Traffic  Club  of  St.  Louis  has  resumed  its  weekly 
luncheons.  They  take  place  each  Tuesday  and  are  usually  well 
attended.  Traffic  matters  are  discussed. 


. 

\.  H.  Miller,  former  claim  agent  for  the  Produce  Reporter 
Company,  has  organized  a  business  under  the  name  of  the  G  H 
Mi  ler  Company,  in  Chicago,  for  the  purpose  of  adjusting  and' 
collecting  railroad  and  ^xpress  loss  and  damage  claims 

DOINGS  ©F  THE  TRAFFIC  CLUBS 

;  al"°rney  f°r  the  A'  T'  &  S-  p-  sP°ke  on  "Tariff 
t   the  meeting   of   the    University    of   California 

M,',,^  the  Sa,"  FranCisC°  Chamb€r  °°   Cornice! 
.  Mulchay,  assistant  general  freight  agent  for  the 


INTRASTATE  RATE  REGULATION 

The    Traffic    World    Washington   Bureau 

Representative  Hoch  of  Kansas  has  introduced  a  bill  (H  R 
7947)  which  would  add  a  proviso  to  Section  13  of  the  inter- 
state commerce  act,  to  the  effect  that  the  Interstate  Commerce 
Commission  shall  not  prescribe  intrastate  rates  except  on  proof 
that  the  rates  are  not  reasonable  or  not  compensatory. 

"This  bill  seeks  to  save  the  states'  control  over  intrastate 
rates  where  those  rates  are  compensatory,"  said  Mr.  Hoch.  "I 
think  the  Interstate  Commerce  Commission  has  gone  further 
than  Congress  intended  in  intrastate  rate  regulation  and  has 
destroyed  state  regulation.  Each  decision  it  renders  gets 
stronger." 

Reference  was  made  by  Mr.  Hoch  to  the  decision  of  the 
Commission  in  the  Kansas  intrastate  rate  case  as  an  illustra- 
tion of  the  federal  commission  going  the  limit  in  the  matter  of 
intrastate  rate  regulation.  He  said  he  did  not  believe  in  taking 
away  from  the  federal  commission  the  power  to  prescribe  intra- 
state rates  in  cases  where  it  was  shown  that  the  state  rates 
constituted  a  burden  on  interstate  commerce  but  that  he  did 
not  believe  the  Commission  should  set  aside  state  rates  without 
proof  that  they  were  unreasonable  or  non-compensatory. 

OHIO  INTRASTATE  RATES 

The  Ohio  public  utilities  commission,  under  date  of  July  19, 
entered  an  order  providing  for  an  investigation,  August  2,  of 
the  justness  and  reasonableness  of  the  rates  and  charges  now 
in  effect  for  the  transportation  of  freight  in  intrastate  traffic 
In  Ohio.  The  Ohio  commission,  as  to  intrastate  freight  rates, 
went  along  with  the  Interstate  Commerce  Commission  and 
authorized  the  same  increases  as  provided  in  Ex  Parte  74.  There- 
fore, it  is  free  to  go  into  the  question  of  the  justness  and  rea- 
sonableness of  the  intrastate  freight  rates  because  there  was 
no  order  by  the  federal  commission  as  to  those  rates.  In  case 
the  state  commission  should  order  the  states  rates  reduced 
below  the  level  of  the  interstate  rates,  however,  there  would  be 
another  case  for  the  federal  commission  to  pass  upon,  as  no 
doubt  the  carriers  would  petition  the  Commission  to  do 
that. 

The  order  of  the  Ohio  commission  set  forth  that  it  had 
been  represented  to  it  that  the  rates  and  charges  to  be  inves- 
tigated are  unjust,  unreasonable,  excessive  and  prohibit  the 
movement  of  goods  and  materials  in  the  ordinary  channels  of 
commerce. 

"The  commission  believes,"  the  order  said,  "that  the  rates 
and  charges  now  in  effect  for  the  transportation  of  freight  in 
intrastate  traffic  upon  the  several  lines  of  the  railroad  and  rail- 
way companies  in  the  state  of  Ohio  may  be  unreasonable  or 
unjustly  discriminatory,  and  that  an  investigation  relating 
thereto  should  be  made." 

The  investigation  will  be  begun  August  2  in  the  Ohio  com- 
mission's offices  in  Columbus.  The  first  session  will  be  devoted 
to  a  consideration  of  the  ratss  on  road  materials,  such  as 
crushed  stone,  sand,  gravel,  paving  brick,  cement,  etc. 

PETITIONS    FOR    REHEARING,    ETC. 

Complainants  in  No.  10457,  Boston  Chamber  of  Commerce 
et  al.  vs.  Director-General,  et  al.,  have  asked  the  Commission  to 
grant  a  reargument  therein. 

Defendants  in  Nos.  10500,  Corporation  Commission  of  North 
Carolina  vs.  Director-General,  A.  C.  L.  et  al.,  and  10515,  Raleigh 
Chamber  of  Commerce,  Inc.,  et  al.  vs.  Director-General,  S.  A.  L. 
et  al.,  have  asked  the  Commission  to  modify  its  order  enten  d 
therein  as  to  certain  rates  between  points  in  North  Carolina 
and  points  in  Georgia,  Florida,  Alabama  and  Mississippi  and 
between  points  in  North  Carolina  and  points  in  South  Carolina. 

Complainants  in  Nos.  10083,  Whitewater  Lumber  Co.  vs. 
Alabama  Central  et  al.,  and  12400,  Armour  &  Co.  et  al.  vs.  Ala- 
bama Great  Southern  et  al.,  have  asked  the  Commission  to  grant 
rehearings. 


A.    F.  &   G.    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Ala- 
bama, Florida  &  Gulf  Railroad  Company  to  issue  for  cash  $150,- 
000  of  first  mortgage  7  per  cent  sinking  fund  gold  bonds.  The 
company  proposed  to  sell  the  bonds  at  not  less  than  80  per  cent 
of  par,  but  the  Commission  said  such  a  selling  price  would 
result  in  an  excessive  cost  to  the  company  and  that  it  would 
authorize  the  issuance  of  the  bonds  only  on  condition  that  they 
be  sold  to  net  the  company  not  less  than  90  per  cent  of  par. 
The  proceeds  of  the  issue  will  be  applied  on  the  cost  of  con- 
struction of  two  extensions  recently  authorized  by  the  Com- 
mission from  Wilson  to  Dothan,  Ala.,  and  from  Greenwood  to 
Marianna,  Fla. 
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ATTENTION 
LUMBER  SHIPPERS 

Do  you  know  that  tributary  to  one  of  the  finest  harbors 
in  the  world  there  are  300  active  sawmills  and  100  Billion 
feet  of  merchantable  timber?  On  the  shores  of  this  harbor 
there  is  now  in  operation  Port  of  Tacoma  Pier  One,  the 
most  modern  lumber  dock  in  existence.  We  invite  your 
investigation  of  our  facilities. 

APPlyto  PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


SHIP*    THROUGH    THE 

Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Parts  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,500,000  for 
improvements  and  is  now  making  further  impor- 
tant improvements  with  a  new  appropriation  of 
$4,500,000. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2%  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 
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Who's  Who  in  Traffic 


By  A.  E.  Heiss 


Ernest  Irving  Lewis,  the  fourth  mem- 
ber of  the  Interstate  Commerce  Commis- 
sion appointed  by  President  Harding,  has 
peeped  through  those  Confucian  spec- 
tacles of  his  at  the  intimacies  of  the 
transportation  systems  of  many  peoples. 
Froissart,  Marco  Polo,  and  some  others 
who  have  attained  fame  as  travelers,  saw 
much  less  of  this  old  earth  than  has  been 
seen  by  the  son  of  Indiana,  who  has  the 
distinction  of  being  the  first  real  work- 
ing newspaper  reporter  to  get  a  first 
class  appointment  from  the  publisher  in 
the  White  House.  Some  others  may 
have  been  appointed  to  near-cabinet  posi- 
tions, and  others  have  been  made  glori- 
fied private  secretaries,  with  more  or  less 
high  sounding  titles. 

Born  at  Danville,  February  7,  1873, 
Lewis  chose  between  the  two  principal 
professions  open  to  Hoosiers — letters  and 
statesmanship.  Danville  gave  him  his 
schooling  and  started  him  on  the  road 
toward  the  acquisition  of  what  Shakes- 
peare described  as  a  face  sicklied  over 
with  the  pale  cast  of  thought.  About  the 
time  his  schooling  was  completed,  Ander- 
son, Ind.,  was  a  boom  town,  natural  gas 
giving  it,  it  seemed,  an  unbeatable  start 
over  all  other  places  not  so  favored. 
Thither  Lewis  betook  himself.  Whether 
he  thought  it  out  or  not,  it  is  a  fact  that 
he  did  as  Benjamin  Franklin  did  by  get- 
ting a  place  as  printer's  devil,  whose 
privilege  it  was  to  learn  to  "stick  type." 
He  became  enough  of  a  printer  to  get 
himself  a  union  card  before  setting  out 
to  be  a  reporter,  first  in  Anderson  and 
then  in  Indianapolis,  which  was  his  home 
when  Governor  Goodrich  appointed  him 
to  the  Indiana  Public  Utility  Commis- 
sion in  1917. 

All  his  traveling  was  done  before  that 
time.  Artificial  and  natural  gas,  amoiig 
other  things,  engaged  his  attention. 
English  cities  seemed  to  be  handling  the 
gas  problem  well,  wherefore,  from  Shef- 
field and  Manchester  came  articles  from 
him,  about  the  operation  in  those  cities 
and  especially  about  what  was  being  done 
under  the  Oxford  plan;  a  half  and  half 
public  and  private  ownership  scheme  that 
worked  well — when  it  was  new,  at  least 
— even  as  a  new  broom  sweeps  clean. 
Indianapolis  reacted  to  the  agitation  for 
a  semi-public  plant  and  Lewis's  articles 
are  credited  with  having  helped  in  the 
establishment  of  the  Citizens  Gas  Com- 
pany in  that  city. 

In  all  his  newspaper  work  Lewis  was 
in  that  comfortable  position  of  not  hav- 
ing to  depend  wholly  on  what  the  cashier 
handed  him  on  Saturday  night.  If  neces- 
sary, he  could  finance  his  comings  and 
goings  without  the  help  he  got  from 
newspaper  articles  he  was  able  to  sell. 

Along  in  1905,  Indiana,  like  nearly 
every  other  state  in  the  union,  began 
taking  an  interest  in  freight  rates — in- 
terest of  the  kind  that  caused  something 
more  than  mere  denunciation  of  the  rail- 
road magnates.  Lewis  did  some  special 
writing  about  them.  That  subject,  how- 
ever, was  not  followed  continuously.  The 
gas  price  controversy  and  the  organiza- 
tion of  the  Citizens  Gas  Company  intervened.  The  railroad  rate  agi- 
on  of  1905  could  not  continue  very  well,  because  at  that  time 

diana  and  Ohio  had  an  advantage  over  Illinois.     The  Illinois 

iiflcation   and   rates,   as  a  rule,   resulted   in   higher   charges 

low  central  freight  association  scale  and  Official  Classi- 

1     a'fte^     h     ?rrVa'led    in    °hio    and    Indiana'      "    was.  not 
the  Illinois   classification  and   Illinois   rates   began 


giving  Illinois  an  advantage  that  Hoosier- 
dom  began  rubbing  its  eyes  and  talking 
nasty. 

In  passing,  it  may  be  observed  that 
Lewis  did  his  writing  about  railroad 
rates  the  same  year  that  John  J.  Esch 
and  Charles  E.  Townsend  introduced  the 
Esch-Townsend  bill,  the  forerunner  of 
the  Hepburn  law  of  1906. 

Lewis  spent  a  considerable  part  of  1907 
and  the  following  year  in  Australia,  New 
Zealand,  and  South  Africa,  seeing  and 
writing  something  about  how  the  Eng- 
lish colonists  were  handling  public  utility 
problems.  The  colonists  were  deemed 
refreshingly  progressive.  They  leaned 
toward  government  ownership  and  opera- 
tion, having  never  studied  what  hap- 
pened to  Philadelphia,  which,  years  be- 
fore, had  also  been  progressive  to  the 
extent  of  having  municipal  gas  plants 
around  which  swarmed  the  henchmen  of 
the  machine  leader  in  such  numbers  that 
the  ground  was  hidden  and  the  pocket 
book  of  the  city  was  meager.  Mr.  Lewis 
wrote  some  instructive  and  entertaining 
"pieces"  about  such  matters. 

India,  China,  Manchuria,  and  Korea 
were  on  Mr.  Lewis's  itinerary  in  1910, 
the  trans-Siberian  Railway  and  its 
branches  being  one  of  the  things  that 
engaged  his  interest,  though  the  prob- 
lems confronting  the  managers  of  the 
trans-Siberian  Railroad  and  its  branches 
were  and  are  not  those  making  faces  at 
the  traffic  managers  in  Indiana  and 
Illinois. 

Being  an  Indianian,  he  just  naturally 
gravitated  towardi  politics  and  politicians. 
At  the  1916  Republican  national  con- 
vention he  met  John  W.  Weeks,  now 
Secretary  of  War,  and  later  he  was  with 
the  Charles  E.  Hughes  campaigning  party 
in  1916.  Two  years  later  he  was  an  en- 
thusiastic advocate  of  Will  Hays  for  na- 
tional committee  chairman.-  A  year 
before  that  Governor  Goodrich  had  made 
him  a  member  of  the  Indiana  commis- 
sion, so  that  when  he  went  to  St.  Louis, 
in  1918  to  attend  the  meeting  of  the 
Republican  national  committee,  he  had  a 
standing  in  Indiana  politics  that  entitled 
him  to  a  voice  in  suggesting  a  national 
chairman;  hence  the  suggestion  of  Will 
Hays  for  that  place  of  hard  work  with 
a  possible  opportunity  to  take  or  refuse 
a  seat  at  the  cabinet  table. 

In  the  four  years  that  Mr.  Lewis  was 
chairman  of  the  Indiana  commission  he 
had  to  make  Indiana's  fight  for  rates 
that  would  not  discriminate  in  favor  of 
Illinois.  By  that  time  the  shoe  had  been 
placed  on  the  other  foot,  and  Indiana, 
instead  of  Illinois,  was  being  pinched. 
In  those  four  years  he  fought  for  the 
application  of  the  Shreveport  case  prin- 
ciple but  yet,  when  the  question  of  select- 
ing a  representative  of  the  state  commis- 
sions on  the  federal  body  came  up,  Lewis 
stood  so  high  with  them  that  he  received 
the  unofficial  endorsement  of  the  leaders 
among  the  state  commissioners  and  still 
did  not  seem  obnoxious  to  those  who  re- 
garded state  commission  regulation  as  a, 
pest.  That  might  be  taken  as  evidence  of 
political  wisdom,  or  at  least  dexterity.  Commissioner  Lewis 
looks  like  a  student  of  the  college  professor  type,  tall,  yet  not 
slender,  with  hair  nearly  white  and  so  combed  that,  if  the 
cranium  is  only  sparsely  covered,  the  barren  spot  is  not  so 
obvious. as  that  of  Secretary  Weeks,  for  instance.  While  he  is 
hardly  old  enough,  golf  has  ensnared  him  to  such  an  extent  that, 
although  he  is  a  baseuall  fan,  it  will  lure  him  away  from  games 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


•H 


Storage 


Forwarding 


Distribution 


Complete 
Organization 

£ 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


r,  GALVESTON 

an  Warehouseman's  Association 


i: 


GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st    Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latent  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 
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(hat   might  be  attended  and  the  record  of  a  fan  thus  kept  un- 
sullied. 

Mr.  Lewis  is  not  headlong  in  anything.  He  married  only 
a  few  years  ago.  His  family  consists  of  Mrs.  Lewis  and  a  little 
daughter  about  four  years  old. 


Digest  of  New  Complaints 

• . — . • 

No.    12918.     E.    Y.    Foley.    Fresno,   Cal.,   vs.    Western    Pacific   et   al. 

Unjust    and    unreasonable   ratis   on    grapes    from    Kingdon.    Cal., 
to  Butte,  Mont.     Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 
No.  12919.     Sligo  Furnace  Co.,  Sligo,   Mo.,  vs.   C.  &   N.   W.  et  al. 

Unjust  and  unreasonable  rates  on  iron  ore  from  Wakefield, 
Mich.,  to  Sligo,  Mo.  Asks  reparation. 

No.    12920.     International   Coal   Products   Corporation,    ClinchfUld,    Va., 
vs.  Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  fire  brick  from  Perth  Amhoy, 
.N.  J.,  Keasbeys  or  Kearney  Junction.  X.  J.,  to  Clinchficld,  Va. 
Asks  reparation. 

No.    12921.     Chesnutt    Lumber    Co.,    Nashville,    Tenn.,    vs.    Payne,    as 
agent. 

Unjust  and  unreasonable  reconsfgning  and  demurrage  charges 
on  cedar  shingles  from  Doty,  Wash.,  to  Keithsburg,  111.,  diverted 
to  Nashville.  Tenn.,  and  reconsigned  to  Watertown.  Tenn.  Asks 
that  defendant  be  required  to  desist  from  demanding  payment 
of  $11. 

No.    12921.     Sub.    No.    1.     Chesnutt   Lumber   Co.,    Nashville,    Tenn.,    vs. 
L.  &  N.  et  al. 

Alleges  that  L.  &  N.  is  demanding  unreasonable  and  unlawful 
charges  for  reconsigning,  demurrage,  detention,  «tc.,  on  various 
shipments  of  yellow  pine  lumber  from  points  in  Alabama,  Florida 
and  Louisiana  to  points  in  Tennessee  and  Indiana.  Asks  ceasi-  :uid 
desist  order. 

No.    12921,    Sub.    No.   2.      Chesnutt   Lumber   Co.,    Nashville,    Tenn.,    vs. 
Payne,  as  agent. 

1'njust  and  unreasonable  charges  for  demurrage,  reconslgnment, 
detention,  etc.,  on  wall  board,  lumber  and  cedar  shingles  from 
points  in  Tennessee.  Mississippi,  Washington  to  Nashville,  Tenn., 
and  reconsigned  to  other  destinations.  Asks  cease  and  desist  order. 
No.  12923.  Pioneer  Lumber  Co.  et  al.,  Seattle,  Wash.,  vs.  Northern 
Pacific  and  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  forest 
products  from  Pacific  coast  shipping  points  to  Minnesota  Trans- 
fer, Minn.,  thence  reconsigned  or  diverted  via  Duhith,  Minn.,  for 
forwarding  via  Great  Lakes  Transportation  Corporation  and  its 
rail  connections.  Asks  reparation. 

No.    12924.      Michigan    Alkali    Co.    et    al.,    Wyandotte,    Mich.,    vs.    Bes- 
semer &    Lake   Erie. 

I'n just,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  coal  from  Curtisville,  Pa.,  to  Conneaut  Harbor, 
O.,  for  trans-shipment  by  lake  to  Wyandotte,  Mich.,  and  Alpena. 
Mich.,  because  of  defendant's  tariff  provision,  which  deducts  28c 
per  ton  from  rate  to  certain  points.  Asks  just  and  reasonable 
rates  and  reparation. 

No.  12925.     .John  Robinson,  trading  as  Norfolk  Hide  &  Metal  Co.,  Nor- 
folk.   Neb.,   vs.   C.   &   N.   W.   et  al. 

Unjust  and  unreasonable  rates  on  hides,  scrap  metals  and  rags 
from  Norfolk,  Neb.,  to  Chicago.  Peoria  and  Kewanee,  111.,  Kansas 
City  and  St.  Louis.  Mo.,  and  Duluth,  Minn.  Asks  just  and  rea- 
sonable rates. 

No.   12926.     Booth-Kelly  Lumber  Co.,  Eugene,   Ore.,   vs.   Southern   Pa- 
cific  and   Payne,   as   agent. 

Unjust,   unreasonable,  excessive  and   unlawful  detention  charges 
on    cars    held    for    loading    and    unloading    between    Wendling    and 
Springfield,    Ore.,    because    of    unprecedented    weather    conditions. 
Asks  Commission  to  determine  proper  charges  and  reparation. 
No.  12927.     John  A.  Corotte,  San  Jose,  Calif.,  vs.  Payne,  as  agent. 

I'njust,  unreasonable  and  unjustly  discriminatory  charges  on 
returned  empty  boxes,  carloads,  between  points  on  Southern  Pa- 
cific in  California.  Asks  reparation. 

No.    12928.      W.    H.    Warner   &    Co.    vs.    Pittsburgh    &    Lake    Erie   and 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  Landon,  Pa.,  to 
Rostraver.  Pa.  Asks  reparation. 

No.  12930.     Carney  Cement  Co.,  Mankato,  Minn.,  vs.  C.  St.  P.  M.  &  O. 
and  Payne,  as  agent. 

Unjust   and    unreasonable    rates    on    stone   from    Carney   Cement 
Co.    quarry    to    the    Carney    Cement    Co.    at    Mankato,    Minn.      Asks 

reparation. 

No.   12931.     Bilrowe-Alloys  Co.,   Tacorria,   Wash.,  vs.   Northern   Pacific, 
Payne  et  al. 

Unjust,  unreasonable  and  discriminatory  charges  on  ferro- 
manganese  from  Tacoma,  Wash.,  to  Midvale,  Utah.  Asks  repar- 
ation. 

No.  12932.     Humble  Oil  &  Refining  Co.  et  al.,  Houston,  Tex.,  vs.  Texas 
&    Pacific,    Payne   et   al. 

Unjust    and    unreasonable    rates    on    wrought-iron    pipe    and    oil 
well    supplies    to    various   points    in    Texas    because    of    embargoes 
against  inbound  shipments.     Asks  reparation. 
No.   12933.     Multihestos  Co.,  Walpole,  Mass.,  vs.  Sou.  Pac.  et  al. 

Unjust,   unreasonable  and   unjustly  discriminatory  rates  on  fric- 
tion   fabric    from    San    Francisco    to   Kansas    City,    Mo.      Asks    for 
establishment  of  same  rate  as  applies  westbound  and   reparation. 
No.   12934.     Hood   Pottery  Clay  Products  Co.   et  al.,    Daisy,   Tenn.,   vs. 
Payne,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  Rathburn,  Tenn  , 
to  Melville,  Tenn.  Asks  reparation. 

No.  12935.     The  Colorado  Fuel  and  Iron  Co.,  Denver,  Colo.,  vs.   Payne, 
as  agent. 

Unjust  and  unreasonable  rates  on  iron  and  steel  articles  and 
household  goods  from  Minnequa,  Colo.,  to  Sugar  City,  Crbwley, 
OYdway  and  Olney  Springs.  Colo.  Asks  reparation. 

No.  12936.     The  Colorado  Fuel  and  Iron  Co.,  Denver,  Colo.,  vs.  Payne, 
as  agent. 

Unjust  and  unreasonable  rates  on  building  materials  from  Tioga. 
Colo.,  to  Walsenburg,  Colo.,  destined  to  Ideal,  Colo.  Asks  repara- 
tion. 

No.  12937.     The  Colorado  Fuel  and  Iron  Co.,  Denver,  Colo     vs    Pavne 
as  agent. 

Unjust  and   unreasonable   rates  on   machinery   and   lumber   from 
M      «£•.    '&  c'°l0-.  to  Engleville,  Colo.     Asks  reparation. 

)38.  The  Colorado  Fuel  and  Iron  Co..  Denver.  Colo.,  vs.  Fa\iie. 
as  agent. 


I'njust  and  unreasonable  rates  on  machinery  from  Idi-al,  Colo.. 
to  Tioga,  Colo.  Asks  reparation. 

No.  12938,  Sub.  No.  1.     The  Colorado  Fuel  and  Iron  Co.,  Denver,  Colo., 
vs.  Payne,  as  agent. 

Unjust   and    unreasonable    rates   on    household   goods    from    Fre- 
mont, Colo.,  to  Tioga,  Colo.     Asks  reparation. 
No.  12939.     The  Colorado  Fuel  and  Iron  Co.,  Denver,   Colo.,  vs.  Payne, 

Unjust  and  unreasonable  rates  on  high  explosives  from  Florence, 
Colo.,    to   San   Carlos,    Colo.,    and    on   an   engine    and   engine    parts 
from  Tioga,  Colo.,  to  Crested  Butte,  Colo.     Asks  reparation. 
No    12940.     Glencoe   Lime  and   Cemeijt  Co.   et   al.,    St.   Louis.    Mo.,   vs. 
A.  C.  &  Y.  et  al. 

I'njust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  lime  from  various  points  in  Missouri  to  points  in 
C.  F.  A.  territory.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

No.    12941.      Western    Meat    Co.    et    al.,    San    Francisco,    vs.    Southern 
Pacific,  Payne,  as  agent,  ct  al. 

Unjust,  unreasonable,  unduly  discriminatory,  unduly  preferential 
and  prejudicial  rates  on  transportation  of  live  stock  because  of 
collection  of  full  passenger  fares  for  caretakers  of  live  stock. 
Asks  reparation. 

No.  12942.     The  Diamond    Match  Co.,   New  York,   N.  Y.,  vs.    l'a\  u.-,  as 
agent. 

Unjust,    unreasonable,    unduly   preferential   and   prejudicial    rates 
on  muriate  of  potash   from  California   points  of  origin   to   Ni:, 
Falls,  N.  Y..  and  Bay  City,  Mich.     Asks  reparation. 

No.    12943.      W.    P.    Devereux   Co.,    Minneapolis,    Minn.,    vs.    Payne,    ns 
agent. 

Unjust,    unreasonable,    unjustly    discriminatory,    unduly    prefer- 
ential or  prejudicial  rates  on  bay  from  points  in  Minnesota.   North 
and  South  Dakota  to  points    in    Montana    because  of  unreasonable 
minimum  weights.     Asks  reparation. 
No.  12946.     Charles  Harley  Co.,  San  Francisco,  vs.  Payne,  as  agent. 

I'njust  and  unreasonable  rates  on  rags  from  San  Francisco  to 
Charlotte.  N.  C.  Asks  reparation, 

No.  12947.     Florida  Citrus  Kxcliange.  Tampa.  Fin.,  vs.  Payne,  as  agent. 
I'njust   and   unreasonable    rates   on    citrus    fruits   because   of   re- 
fusal  of  Atlantic  Coast   Line   to  pay   claims   for  breakage   of 
tainers   of  citrus   fruits.      Asks    cease   and    desist    order   and    tep-ara- 
tion. 

No.   12948.     The  Colorado  Fuel   and   Iron  Co.,   Denver,  Colo.,   vs.   Colo- 
rado &  Wyoming,  Payne  et  al. 

Unjust  and  unreasonable  rates  on  mixed  carload  of  rails,  rods, 
nuts  and  washers  and  angle  bars  from  Minnequa,  Colo.,  to  Mc.Oill, 
Nev.  Asks  reparation. 

No.  12949.  Mangelsdorf  Seed  Co..  Atcbison,  Kan.,  vs.  C.  I!.  &  Q.  et  al. 
Unjust  and  unreasonable  ratings  on  Sudan  seed  because  defend- 
ants have  segregated  Sudan  seed  from  other  classes  of  sorghum 
seed  and  have  established  L.  C.  I.,  ratings  of  third  class  in  South- 
ern and  Western  classification  territories  thereon.  Asks  cease  anil 
desist  order,  establishment  of  fourth  class  rating  on  Sudan  seed. 
L.  C.  L.,  in  Western  Classification  territory,  and  sixth  class  in 
Southern  Classification  territoiy,  and  reparation. 

No.  12950.     The  Atlas  Portland  (Ynunt  Co..   Hannibal,  Mo.,  vs.  Payne, 
as  agent. 

I'njust  and  unreasonable,  unduly  preferential  and  prejudicial 
rates  on  cement  from  Hannibal,  Mo.,  to  destinations  in  Illinois. 
Wisconsin,  Minnesota,  Iowa,  Kansas.  Nebraska,  South  Dakota.  Mis- 
souri and  Michigan.  Asks  reparation. 

No.   12951.     John  A.    Roohliiig's  Sons  Co.,   Trenton,   N.   .1..   vs.   W«>steiii 
Maryland   et  al. 

Unjust  and  unreasonable  rates  on  fluxing  limestone  from  Bil- 
tinger,  Pa.,  to  Roebling,  N.  .1.  Asks  reparation. 

No.    12952.     Cape   Girardeau   Chamber   of    Commerce,    Cape    Girardeau, 
Mo.,  vs.  C.  &  E.  I.  et  al. 

Unjust,  unreasonable  class  and  commodity  rates  between  Cape 
Girardeau,  Mo.,  and  Thebes.  111.  Asks  for  rates  based  on  actual 
distance  between  these  points. 

No.   12953.      Manhattan   Oil   Co.,  Tulsa,   Okla.,  vs.   A.   T.   &    S.    F.   et   al. 
I'njust,    unreasonable  and   excessive   rates  on   wrought    iron   pipe 
and    casing   from    liomar.    Okla.,    to    Cedar   Vale,    Kans.      Asks    for 
just  and  reasonable  rates  and  reparation. 

No.  12954.     The  State  Highway  Department  of  Texas.   Austin,  Tex.,  vs. 
C.  &  N.  W.,  Director  General  Davis  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  disadvantageous 
rates  on  motor  chassis  from  Chicago,  lil.,  to  -Austin,  Tex.,  diverted 
to  Amarillo,  Tex.  Asks  rei/aration. 

No.  12955.     Huffman  Bros.   Motor  Co.,  Chicago,  vs.  New    York  Central. 
Unjust   and    unreasonable   storage   charges  on    three   automobiles 
at  Chicago,  111.,  shipped  from  Elkhart,  Ind.     Asks  cease  and  desist 
order  and  reparation. 

No.    12956.      Carnation    Milk    Products   Co.,    Chicago,    III.,    vs.    C.   M.    \- 
St.   P.   and  Payne,   as  agent. 

I'njust,    unreasonable,    unduly    preferential    or    prejudicial    i 
on  cord  and  fuel  wood  between  points  in  the  state  of  Washington 
because  minimum  charge  of  $15  was  applied.     Asks  reparation. 
No.    12957.     Carnation    Milk   Products   Co.,    Chicago,    111.,    vs.    Northern 
Pacific  and  Payne,  as  agent. 

Same  complaint  and  prayer  as  in  No.  12950. 

No.  12958.    Carnation  Milk  Products  Co.,  Chicago,  111.,  vs.  Great  North- 
ern and  Payne,  as  agent. 

Same  complaint  and  prayer  as  in  No.  12956. 

No.    12959.     The  Coit-Alber  Chautauqua   Co.    et  al.,   Cleveland,    O.,   vs. 
Albany  &  Susquehanna  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates,  fares  and  charges  on  passengers  and  baggage  within 
the  territory  known  as  Central  Passenger  Association,  Trunk  Line 
Association  and  New  England  Passenger  Association  territories. 
Asks  for  establishment  of  just,  reasonable,  non-discriminatory  and 
non-prejudicial  rates,  fares  and  charges  ami  reparation. 
No.  12960.  Portsmouth  Cotton  Oil  Refining  Corporation,  Portsmouth, 
Va.,  vs.  N.  Y.  P.  &  N.  et  al. 

Unjust  and  unreasonable  rate  of  15c  per  100  Ibs.  on  soya  bean 
oil  from  Portsmouth,  Va.,  to  New  York  City  and  Newark,  N.  J..  in 
1917.  Asks  reparation. 

No.   12960,    Sub.    No.   1.     Portsmouth   Cotton   Oil   Refining  Corporation, 
Portsmouth,  Va.,  vs.  Director  General  Davis,  as  agent. 

Same  complaint  as  to  shipment  of  soya  bean  oil  during  federal 
control  from  Portsmouth.  Va.,  to  New  York,  Philadelphia,  Jersey 
City.  Brooklyn  and  Newark.  Asks  reparation. 

No.    12961.      Arizona    Copper    Co..    Ltd.,    Clifton,    Ariz.,    vs.    Payne,    as 
agent.  Arizona  &  New  Mexico  et  al. 

Unjust,  unreasonable  and  excessive  rates  on  copper  bullion  from 
Clifton,  Ariz.,  to  New  York  harbor,  milled  in  transit  at  Perth 
Amboy,  N.  J.,  by  reason  of  improper  weights  being  assessed. 
Asks  reparation. 

No.    12962.      S.    A.    Foster    Lumber    Co.,    Lincoln,    Neb.,    vs.    Valley    ft 
Siletz  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  lum- 
ber and  forest  products  from  Foster,  Ore.,  and  other  points  on  the 
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Beyond  the  Rockies  — 

• 

in  the  primeval  forests  of  Western  Canada,  Washington  and  Oregon' 
throughout,  the  rich  oil  fields  of  California  and  Mexico — you  will  find 
"Pennsylvania"  Tank  Cars  taking  their  part  in  the  important  task  of 
transporting  I  he  country's  valuable  liquid  resources  for  the  leaders  of 
the  Nation's  business. 


Petroleum  Products, -Vegetable  Oils,  Tanning  Extracts,  Flavors, 
Chemicals  and  Wines — all  must  he  carried  quickly  and  safely  from 
producer  to  manufacturer  and  from  manufacturer  to  consumer. 

And  so  do  "Pcniixylntuid"  Tai/h  Ciirx  supply  a  vital  link  in  the 
chain  of  transport  necessary  to  keep  the  wheels  of  Industry  and 
Commerce  running  smoothly  and  efficiently. 

"After  All,  Service  Counts" 

The    Pennsylvania    Tank    Car    Company 

SHARON,  PA. 


New  York 


St.  Louis 


Houston 


Tampico 


San  Francisco 


There  arc  mono  than  5,000 
"Pennsylvania"  Tank  Cars  in 
I  In-  Pennsylvania  Tank  Lino. 
Tlic.sc  cars  are  leased  to  Pro- 
ducers. Refiners ttld  Marketers 
of  Petroleum  and  oilier  Liquid 
Products.  \\'c  now  liavc  avail- 
able for  immediate  lease  at  at- 
tractive figures  a  limited  imin- 
l>er  of  8.000  and  10.000-gallon 
cars.  Write  us  for  further 
particulars  as  to  lease  and 
operation. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 


'Pennsylvania '  Tan\  Cars  arc  Used  by  Leaders  of  Industry 
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Valley  &   Siletz   to  various  destinations  by   reason   of  absence   of 
through  rates.    Asks  that  the  coast  group  basis  of  rates  be  applied. 
No.    12963.      Niedringhaus   Metal   Ware   Corporation    et   al.,    St.    Louis, 
Mo.,  vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  iron  or  steel  drums  from  St.  Louis  to  destinations 
in  Texas.  Asks  for  a  basis  of  rates  which  shall  be  less  than  the 
rates  from  Niles,  O.,  by  the  amounts  of  the  differentials  applic- 
able to  the  class  rates. 

GREAT  NORTHERN  LOAN 

The  Traffic  World   Washington  Bureau 

Application  for  a  loan  of  $15,000,000  for  five  years  from 
September  1  to  repay  a  loan  of  equal  amount  previously  obtained 
from  the  government  has  been  made  to  the  Commission  by  the 
Great  Northern. 

The  application  revealed  that  it  is  the  intention  of  the 
Railroad  Administration,  in  the  event  the  plan  for  funding  the 
indebtedness  of  the  railroads  to  the  government  goes  through, 
to  refund  amounts  deducted  from  what  the  government  owed 
the  railroads  with  which  final  settlement  has  been  made. 

The  Great  Northern  made  final  settlement  with  the  Hailroad 
Administration  several  months  ago  and  the  Railroad  Adminis- 
tration set  off  against  its  indebtedness  to  the  company  $16,- 
997,642,  which  was  the  amount  due  the  Director-General  from 
the  Great  Northern  for  additions  and  betterments. 

In  its  application  the  company  said  at  the  time  negotiations 
were  on  in  connection  with  final  settlement  it  had  requested  the 
Director-General  to  permit  it  to  fund  the  $16,997,642  in  order 
that  it  might  obtain  funds  with  which  to  pay  the  Interstate 
Commerce  Commission  when  the  loan  of  $15,000,000  matured 
September  1.  The  company  said  the  request  was  denied  be- 
cause it  was  declared  to  be  the  general  policy  of  the  Railroad 
Administration,  on  account  of  the  limited  amount  of  funds  avail- 
able, to  set  off  the  sums  due  the  Director-General. 

At  the  same  time,  the  company  said,  assurance  was  given 
by  the  Director-General  that  in  the  event  the  general  policy 
should  be  changed  and  the  expenditures  for  additions  and  bet- 
terments funded,  he  would  refund  in  part  or  in  whole  the  sum 
of  $16,997,642  which  had  been  deducted.  The  company  then 
referred  in  its  application  to  the  government's  plan  for  funding 
the  indebtedness  of  the  carriers  to  the  government,  and  pro- 
posed that  if  and  when  the  Director-General  refunded  the  $16,- 
000,000,  it  pay  $10,000,000  on  the  $15,000,000  loan  asked  for.  The 
company  offered  as  security  for  the  loan  $22,500,000  of  7  per  cent 
general  mortgage  gold  bonds. 

The  Great  Northern,  according  to  the  application,  has  re- 
ceived $12,500,000  in  partial  payments  on  account  of  the 
guaranty. 


SHOPMEN  STRIKE  ON  C.  I.  &  W. 

Members  of  the  Federated  Shop  Crafts,  employed  at  the 
Moorefield  (Indianapolis)  shops  of  the  Cincinnati,  Indianapolis 
&  Western  Railroad,  who  struck,  July  22,  have  not  succeeded  in 
hampering  the  operation  of  the  road  or  of  the  shops  to  any  ex- 
tent. According  to  a  statement  issued  by  B.  A.  Worthington, 
president  of  the  road,  "not  a  single  engine  has  been  delayed  in 
getting  out  of  the  roundhouse  and  there  has  been  no  interrup- 
tion of  traffic.  During  the  progress  of  the  strike  the  freight 
traffic  has  increased  25  per  cent  over  the  recent  daily  average  of 
loaded  cars,  and  on  July  26  the  increase  amounted  to  40  per 
cent." 

The  controversy  began  over  the  preamble  to  a  set  of  working 
agreements,  submitted  by  the  Federated  Crafts,  in  which  they 
claimed  the  right  to  negotiate  for  a  number  of  other  organiza- 
tions with  which  the  road  had  already  made  agreements.  The 
matter  was  submitted  to  the  Labor  Board,  which  placed  it  in  the 
class  of  other  disputes  in  which  the  right  of  the  majority  organ- 


ization to  represent  the  minority  was  in  question,  and  held  that 
decisions  in  these  cases,  upholding  that  right,  applied.  Execu- 
tives of  the  C.  I.  &  W.  denied  any  similarity  and  finally  with- 
drew their  submission  after  posting  a  notice  calling  for  the  pay- 
ment of  pro  rata  wages  for  all  overtime,  until  a  decision  was 
reached  by  the  board. 

Local  officers  of  the  shop  crafts  evidently  took  the  position 
that  since  the  submission  was  withdrawn  it  would  not  be  pos- 
sible for  the  board  to  decide  in  their  favor  on  the  question,  and 
after  demanding  the  withdrawal  of  the  notice,  which  demand 
was  refused,  called  on  the  men  to  leave  work.  The  strikers 
numbered  210  in  the  locomotive  department  and  92  in  the  car 
department. 


RAILWAY  MAIL  PAY 

In  a  supplemental  order  on  No.  9200,  railway  mail  pay,  the 
Commission  denied  the  motion  of  the  railroads  for  an  inter- 
pretation of  the  order  entered  December  23,  1919,  in  so  far  as 
it  sought  for  an  interpretation  of  section  9  of  said  order  so  as 
to  make  application  of  separate  compensation  for  side,  terminal 
and  transfer  service  retroactively  to  the  period  November  1 
1916,  to  March  1,  1920. 

(2)  For  a  ruling  making  application  of  the  minimum  annual 
payment  provided  in  the  proviso  to  Paragraph  2  of  Section  3 
of  said  order  to  the  routes  as  shown  in  the  statement  and  com- 
prehensive plan  of  the  Postmaster  General  submitted  to  the 
Commission. 

The  Commission,  however,  ordered  that  the  25  per  cent 
increase  in  rates  from  January  1,  1918,  specified  in  Section  3 
of  the  order  be  made  applicable  to  the  minimum  payment  of 
$50  per  mile  per  annum  named  in  the  proviso  to  Section  3 
of  that  order. 


C.  &  O.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Chesa- 
peake &  Ohio  Railway  Co.  to  issue  nominally  $8,539,238.19  of  5 
per  cent  first  lien  and  improvement  20-year  bonds  in  respect 
of  expenditures  made  for  refunding  and  construction,  and  also 
for  additions  and  betterments.  The  company  is  authorized  to 
pledge  $6,674,000  of  said  bonds  as  collateral  security  for  a  loan 
of  $5,338,000  from  the  United  States.  The  company  plans  to 
make  extensive  additions  and  betterments  to  its  property  in  the 
near  future  which  will  be  financed  with  the  proceeds  of  the  bonds 
or  with  the  proceeds  of  the  loans  for  which  the  bonds  will  be 
pledged  as  collateral  security. 


CHANGES    IN    DOCKET 

I.  and  S.  1363,  Classification  rating  on  flavoring  extracts, 
was  set  for  hearing  in  Washington,  D.  C.,  before  Examiner 
Kephart,  July  30. 

Hearing  in  12548,  Beaumont  Chamber  of  Commerce  vs.  Di- 
rector-General, K.  C.  S.  et  al.,  assigned  for  July  28  at  Beaumont, 
Tex.,  was  canceled. 


LOAN  TO  CENTRAL  VERMONT  RAILWAY 
The  Central  Vermont  Railway  Company  has  applied  to  the 
Commission  for  a  loan  of  $75,000  to  be  used  in  retiring  $49,000 
of  equipment  notes  due  August  1  and  in  reimbursing  the  com- 
pany's  treasury   for   equipment   notes   paid    on   August   1,   1920, 
•and  February  1,  1921. 


C.    R.   I.   &    P.   NOTES 

The  Chicago,  Rock  Island  &  Pacific  has  applied  to  the  Com- 
mission for  authority  to  pledge  $8,364,000  of  its  first  and  re- 
funding mortgage  bonds  as  collateral  security  for  short-term 
notes. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

Ali?'  1r~Bolse.  I(3a- — Commissioner  Aitchison  and/or  Examiner  Beach: 
Portions    of   fourth    section    applications    345,    349   and    11996     R     H 
Countiss;  12012,  U.  P.  R.  R.;  12017.  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 
August  3— Washington,  D.  C.— Director  Colston: 

Finance  Docket  1535— Application  of  the  provisions  of  Section  209 
of  the  transportation  act  to  carriers  by  railroad  under  common 
ownership  or  control. 

August  4 — Washington,  D.  C.— Examiner  Davis: 

Finance  Docket  1487— Application  of  the  P.  S.  &  N.  for  authority  to 
acquire  control  of  the  Rochester,  Hornellsville  &  Lackawanna  R.  R. 
August  4— Washington,  D.  C.— Examiner  Clarke: 

Docket  1516— Application  of  Pere  Marquette  Ry.  Co.  for  au- 
nty to  acquire  capital  stock  in  Flint  Belt  R.  R.  Co. 


"iSjLland,'   Ore- — Examiner  Howell: 

»6  and  first  supplemental  order— Lumber  and  other  com- 


modities  between  El  Paso,  Tex.,  and  points  in  Oregon,  Washington 
and  Idaho. 
Aug.   4 — Oklahoma  City,   Okla. — Commissioner  Lewis: 

12753 — Oklahoma  rates  and  charges. 
August    5 — Denver,    Colo. — Commissioner    Aitchison    and/or    Examiner 

Beach: 

Portions    of   fourth    section    applications    345,    349    and    11996,    R.    H. 
Countiss;  12012,  U.  P.  R.  R.;  12017.  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 

August  5 — Washington,  D.   C. — Examiner  Clarke: 

Finance   Docket   1251 — Application   of  the   West  Virginia  Nor.   R.   R. 

Co.  for  certificate  of  public  convenience  and  necessity. 
August  8 — Salt   Lake  City,   Utah — Commissioner  Aitchison  and/or  Ex- 
aminer Beach: 

Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 
Countiss;   12012,  U.  P.  R.  R. ;  12017,  G.   N.  Ry.,  and  12018,  N.  P.  Ry. 
August  10 — Los  Angeles,  Calif. — Commissioner  Aitchison  and/or  Exam- 
iner Beach: 

Portions   of   fourth   section   applications   345,    349    and   11996,    R.    H. 
Countiss;  12012,  U.  P.  R.  R. ;  12017,  G.  N.  Ry.,  and  12018.  N.  P.  Ry. 
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TACOMA 

PORTLAND 


Dependable 
Transpacific  Freight  Service 

REGULAR  SERVICE  ^J^^££zz &£**„*.  FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

.  'Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

**SS  KEYSTONE  STATE,  July  30  **SS  WENATCHEE,  Aug.  27 

SS  ELDRIDGE,  Aug.  12  SS  WHEATLAND  MONTANA,  Sept.  4 

**SS  SILVER  STATE,  Sept.  17 
••Combination  freight  and  passenger  (Length  535  feet;  31,000  tons  displacement;  speed  i?H  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SSPAWLET,  August  11       SS  COAXET,  Sept.  6       SS  MONTAGUE,  Oct.  2 

For  Sailing  Date*,  Rate*,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


AME.RICAN      OWNE    D     AND      OPERAT     -D 


ADMIRAL  LINE 


ANVWHI  ON       THE        PACIFIC 


PACIFIC        STEAMSHIP       COMPANY 
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August  10—  Salt  Lake  City,  Utah—  Public  Utilities  Commission  of  Utah: 
Finance  Docket  36—  Application  of  the  Utah  Terminal  Ry.  Co.  for  m 

certificate  of  public  convenience  and  necessity. 

August  12  —  San  Francis»o,  Calif.  —  Commissioner  Aitchison  and/or  Ex- 

aminer Beach:  ,    tinnc     T5     TT 

Portions    of    fourth    section    applications    34o,    349    and    11  »%,    K.    tt. 

Countiss;  12012,  U.  P.  R.  R.«  12017,  G.  N.  By.,  and  12018,  'N.  P.  Ry. 

Aug.  15  —  W!ashi»gton,  D.  C.  —  Commissioner  Lewis: 

12929—  Interstate  rates  on  grain,  grain  products  and  hay,  C.  L.,  be- 

tween points  in  western  and  Mountain-Pacific  groups. 
August  15  —  Portland,  Ore.  —  Commissioner  Aitchison  and/or  Examiner 

Portions'  of   fourth   section   applications   345,    349    and   11996,    R.    H. 

Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 

August   17  —  Spokane,   Wash.  —  Commissioner  Aitchison   and   Examiner 

Fourth   section   applications   345,    349,    11996,    R.    H.    Countiss:    12012, 

Union  Pacific;  12017,  Great  .Northern;  12018,  Northern  Pacific. 
August    19—  Helena,     Mont.—  Commissioner    Aitchison    and    Examine 

Fourth   section   applications    345,    349,    11996,    R.    H.    Countiss;    12012, 

Union  Pacific;  12017,  Great  Northern;  12018,  Northern  Pacific. 
August  24  —  Atlanta,  Ga.—  Railroad  Commission  of  Georgia: 

Finance    Docket   1451—  Application   of   Hawkinsville   &   Florida   Sou. 

Ry.  Co. 
Sept.  1  —  Norfolk,  Va.—  Examiner  Wilson: 

12771  —  Farmers  Mfg.  Co.  et  al.  vs.  Director  General  and  S.  A.  L. 
Sept.  1  —  New  York,  N.  T.  —  Examiner  Quirk: 

12773  —  Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 
September  2  —  Salt  Lake  City,  Utah—  Examiner  Keene: 

12821  —  Utah  Fuel  Co.  vs.  Director  General. 
Sept.   2  —  Beaver   Dam,   Wis.  —  Examiner   Carter: 

12787  —  Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
Sept.  3  —  Charlotte,  N.  C.  —  Examiner  Wilson: 

128CM  —  Queen  City  Iron  &  Steel  Co.  vs.   S.   A.   L..   Director  General 

et  al. 
September  6  —  Chicago,   111.  —  Examiner  Carter: 

12810  —  Columbia  Quarry  Co.    vs.    Director   General. 

12801  —  Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
September  6  —  San  Francisco,  Calif.  —  Examiner  Keene: 

12896  —  East  Bay  Water  Co.  vs.  Director  General. 

12843  —  Pacific  Rice  Mills  et  al.  vs.  Director  General. 
Sept.  6—  Charleston,   S.  C.—  Examiner  Wilson: 

12628  —  Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 

12675  —  Charlseton  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al. 

12837—  Julius  W.  Nichols  vs.  S.  A.  L. 
September  7  —  Chicago,   111.  —  Examiner   Carter: 

12807  —  California    and    Hawaiian    Sugar    Refining    Corp.    et    al.    vs. 

A.  T.  &  S.  E.  et  al. 
September  7  —  San  Francisco,  Calif.  —  Examiner  Keene: 

12800  —  A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General  and  Sacramento  Northern. 

12802  —  A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General. 

Sept.  7  —  Washington,  D.  C.  —  Examiner  Fuller: 

5504  —  The  Cotton  Manufacturers'  Assn.  of  S.  C.  vs.  C.  C.  &  O.  et  al. 
September  7  —  Columbus,  Ohio—  Examiner  Mullen: 

12712  —  Hood   Coal   Co.   et   al.   vs.   Monongahela   Valley   Traction    Co. 

et  al. 
Sept.   7  —  Knoxville,    Tenn.  —  Examiner   Gault: 

12762  —  Southern  Appalachian  Coal  Operators'  Assn.  et  al.   vs.   C.   N. 

O.  &  T.  P.  et  al. 
Sept.  7  —  Pittsburgh,  Pa.  —  Examiner  Cassidy: 

12812—  Gulf  Refining  Co.  vs.  Director  General  and  P.  R.  R. 

12678  —  American  Fruit  Growers,  Inc.    (Crutchfleld  &  Woolfolk  Div.), 

vs.  American  Ry.  Express  Co. 
Sept.  7  —  Providence,   R.   I.  —  Examiner  Gerry: 

12839  —  Providence  Fruit  &  Produce  Exchange  vs.  Rhode  Island  Co. 
et  al. 

September  8  —  Chicago,   III.—  Examiner  Carter: 

12699  —  American  Farm  Bureau  Federation  et  al.  vs.  Aberdeen  & 
Rockfish  et  al. 

September  8—  San  Francisco,  Calif.—  Examiner  Keene: 
12723  —  Western  Meat  Co.  vs.  Director  General. 
12723  (Sub.   No.  1)—  Pacific  Coast  Steel  Co.  vs.  Director  General. 

September  8  —  Columbus,  Ohio  —  Examiner  Mullen: 

12803—  Southern  Ohio  Power  Co.  vs.  Director  General  and  Hocking 
Valley. 

Sept.  8—  Little  Rock,  Ark.—  Examiner  Mackley: 

12891—  In  the  matter  of  intrastate  rates  of  the  American  Ry.  Ex- 
press Co.  between  points  in  the  state  of  Arkansas. 

Sept.  8—  Pittsburgh,  Pa.—  Examiner  Cassidy: 

11074  —  Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director  General.  C.  M. 
&  St.  P.  et  al. 

September  9—  Chicago,   111.—  Examiner  Carter: 

12841—  The    Chicago,    Lake    Shore    &    South    Bend    Ry.    Co.    vs.    111. 

12727—  Fairbanks,  Morse  &  Co.  vs.  Director  General. 

September  9—  San  Francisco,  Calif.—  Examiner  Keene: 
12741—  Nevada  Paeking  Co.  vs.  Southern  Pacific  et  al. 

September  9—  Columbus,  Ohio—  Examiner  Mullen: 
12816—  Hocking  Valley  Brick  Co.   vs.   Director  General  and  Hocking 
Valley. 

Sept.  9—  Washington,  D.  C.—  Examiner  Fuller: 

11214—  Application  of  the  U.  S.  Steel  Products  Co.  et  al.  under'  the 
provisions  of  section  fi  of  the  interstate  commerce  act,  in  connec- 
tion with  the  ownership  and  operation  of  steamer  lines  through 
the  Panama  canal. 

Sept.  9  —  Springfield,  Mass.  —  Examiner  Gerry: 
12809  —  East  Springfield  Citizens'   Club  et  al.   vs. 

press  Co. 

Sept.  9—  Cincinnati,   O.—  Examiner  Jewell: 

12785—  The  Buckeye  Cotton  Oil  Co.  vs.  Director  General,  A.  C  L 
et  al. 

SeJ>J;,y—  fl'attanooga.   Tenn.—  Examiner  Gault: 

'th.S''.n  £'?,yi,^fsf'  Co"  vs"  Dlrector  General,  A.  &  W.  P.  et  al. 
he   Mitchell  Mfg.   Co.   vs.   B.   &  O.    et  al. 


American   Ry    Ex- 


.       .       .  .  . 

September  12—  San  Francisc..  Calif.—  Examiner  Keene: 
from  Califo^PeCrea8ed   free   tlme   allowance   at  Pol' 


Pol'ts   on   traffic 


Sept.    12— Washington,    D.    C.— Examiner  McQuillan: 

4800 — gloss-Sheffield  Steel  &  Iron  Co.  et  al.  vs.  L.  &  N.  et  al.     (Sole 
purpose  of  receiving  proof  of  claims  of  complainants,   Roanc  Iron 
Co.  and  Citico  Furnace  Co.) 
September  12— Chicago,  111.— Examiner  Carter: 

11105 — united  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral and  Ind.  Harbor  Belt. 
Sept.   12— Washington,  D.   C.— Examiner  Fuller: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  Western  Md.  et  al. 
September  12— St.  Louis,  Mo.— Examiner  Jewell: 

12722 — Roxana  Petroleum  Corp.   vs.   Director  General,  Wichita  Falls 

12806— -Roxana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 

12806  (Sub.  No.  1) — Woxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 
September  12— Savannah,  Ga.— Examiner  Wilson: 

12697 — The  Savannah  Cotton  Exchange  et  al.  vs.  A.  C.  L.  et  al. 
Sept    12 — Columbus,   Ohio — Examiners  Quirk  and   Mullen: 

12851 — In  the  matter  of  intrastate  rates  on  bituminous  coal  within 
the  state  of  Ohio. 

12698— Southern  Ohio   Coal  Exchange  vs.    C.   &  O.   et  al. 

12828 — Michigan  Paper  Mills  Traffic  Assn.  vs.  C.  &  O.  et  al. 
Sept.   12 — Tulsa,  Okla. — Examiner  Mackley: 

12742— Empire  Refineries,  Inc.,  vs.  Director  General.  St.  L.-S.  F.  et  al. 

12834 — Victory  Window  Glass  Co.  vs.  A.   T.  &  S.   F.  et  al. 
Sept.  12 — Corinth,   Miss. — Examiner  Gault: 

11741— Corinth  Grocery  Co.  vs.  M.  &  O. 
Sept.  12— Albany.  N.  Y.— Examiner  Gerry: 

12805 — The  Schuhle   Pure  Grape  Juice  Co.   et  al.   vs.   Director  Gen- 
eral, N.  Y.  N.  H.  &  H.  et  al. 

12894 — Schuhle's  Pure  Grape  Juice  Co.   et  al.   vs.   Director  General, 

N.  Y.   N.  H.   &  H.  et  al. 
Sept.   12 — Youngstown,   Ohio — Examiner  Cassidy: 

12774 — Republic  Iron  &  Steel  Co.  vs.  B.  &  O.  et  al. 
September  13— Chicago,  111. — Examiner  Carter: 

*  12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12701 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12702 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12704 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12824 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12710— The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

September  13— Washington,  D.  C.— Examiner  Fuller: 

12850 — James  T.   Sykes  and  James   E.   McDonnell,   trading  as  J.  H 

Dashfields  &  Co.,  vs.  Director  General. 
Sept.   13 — St.  Louis,  Mo. — Examiner  Jewell: 

12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 
et  al. 

12737 — Slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 

12737  (Sub.  No.  1) — Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
Sept.    13 — Oklahoma   City,   Okla. — Examiner  Mackley: 

12721 — Anderson   Clayton   &   Co.   vs.   Director  General. 
Sept.  13 — Akron,  Ohio — Examiner  Cassidy: 

12795 — Firestone  Tire   &   Rubber  Co.   vs.    Director  General. 

12797 — Firestone  Tire  &  Rubber  Co.  vs.  Director  General. 
September  14 — New  York,  N.  Y. — Examiner  Gerry: 

*  12703 — Theodore  A.  Leber  vs.  P.  &  R.,  Director  General  et  al. 

*  12672 — The  Barber  Asphalt  Paving  Co.  vs.  L.  V. 
September  14 — Washington,  D.  C. — Examiner  Fuller: 

12786 — Southern  Fisheries  Assn.  vs.  Amn.  Ry.  Exp.  Co.  ct  al. 
12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 
12747 — Merchants'  and  Manufacturers'  Assn.  of  Baltimore  vs.  -\m.  (i- 

can  Ry.  Express  Co. 

September  14 — Cleveland,  O. — Examiner  Cassidy: 
12479 — American  Shipbuilding  Co.   et  al.   vs.   Director  General,  B.  & 

O.  et  al. 
12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  Director  General,  B.  &  O.  et  al. 
12826 — The    Grasselli   Chemical    Co.    vs.    Director   General,    N.    Y.    C 

et  al. 
Sept.   14 — Oklahoma  City,   Okla. — Examiner  Mackley: 

12460 — The  Oklahoma  Live  Stock  Exchange  et  al.  vs.  Director  Gen- 
eral, Abilene  &  Southern  et  al. 
September  14 — St.  Louis,  Mo. — Examiner  Jewell: 
12716— Utah  Gilsonite  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12794 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Missouri  Pacific 

et  al. 
Sept.   14 — Macon,  Ga. — Examiner  Wilson: 

12823 — Macon  Chamber  of  Commerce  vs.  Bangor  &  Aroostook  et  al. 
Sept.   14 — Meridian,   Miss. — Examiner  Gault: 

12730 — The  Eagle  Cotton  Oil  Co.  vs.  A.  G.  S. 
September  15 — New  York,  N.  Y. — Examiner  Gerry: 

*  12725 — U.  S.  Steel  Products  Co.  vs.  Director  General,  A.  &  V    «•(  al. 
September  15 — St.  Louis.  Mo. — Examiner  Jewell: 

12779 — National   Preservers'    and   Fruit  Products'   Assn.    vs.   Abilene 

&  Southern  et  al. 
12779   (Sub.   No.   1) — National  Preservers'   and   Fruit  Products  Assn. 

vs.  Director  General. 

Sept.  15 — New  Orleans.  La. — Examiner  Gault: 

12775 — Foxley  Stave  &  Lumber  Co.   vs.   L.   &   N. 

12799 — Board  of  Commissioners  of  the  Port  of  New  Orleans  vs.  D 
rector  General. 

12799    (Sub.    No.    1)— DoullMt  &   Williams   Shipbuilding  Co.,    Inc..    vs. 

Director   General. 
September    15 — Los   Angeles,    Calif. — Examiner   Kecno: 

12796 — Los  Angeles  Pressed   Brick   Co.   vs.    Pacific   Electric   ot    al. 

12811— Globe  Cotton  Oil  Mills  vs.   Director  General. 
September  16 — New  York,  N.  Y. — Examiner  Grrry: 

*  12748— William    H.   Kidston   et  al.,   trading  as  A.   G.   Kidston    *    CoQ 

vs.  D.  L.  &  W.  et  al. 
September  16 — Birmingham,  Ala. — Examiner  Wilson: 

12815 — West    Alabama   Lumben   Co.    vs.    Director   General,    A.    &   V. 

et  al. 
12817— West  Alamaba  Lumber  Co.  vs.  Director  General,  A.  T.  &  N 

et  al. 
12822 — West   Alabama   Lumber  Co.    vs.    Director   General,    Sou.    Ry. 

et  al. 

September  17— Chicago,  111.— Examiner  Carter: 

*  12743— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

*  11640 — Swift  &  Co.  vs.  Director  General. 
September  17 — Monroe,   La. — Examiner  Gault: 

12788 — Ouachita  Valley  Glass  Co.,  Inc..  vs.  A.  &  V.  et  al. 
12875 — Southern  Carbon  Co.  vs.  Mo.  Pac.  et  al. 
September  17 — Birmingham,  Ala. — Examiner  Wilson: 
12832 — Southern  Manganese  Corp.  vs.   L.  &  N. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why— 

1.  The  present  rate  works  to  his  disadvantage; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates'  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  speciaksts  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

"At  Your  Service" 

505  Colorado  Bldg.  I  Washington,  D.  C. 
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September  19— New  York,  N.  Y.— Examiner  Gerry: 

*  12831 — Buttenvorth-Judson  Corp.  vs.  Director  General  and  C.  R.  R. 

of  N    J 

*  12756— Standard  Underground  Cable  Co.  vs.  L.  V. 
September  19 — Detroit,  Mich. — Examiner  Cassidy: 

12676 — The  Dow  Chemical  Co.  vs.  Pere  Marquette  et  al. 
September  19 — Chicago,  111. — Examiner  Carter: 
»  12223 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 

*  11012 — Swift  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
September  19 — Phoenix,  Ariz. — Examiner  Keene: 

12539 — Arizona  Packing  Co.  vs.  Director  General,  Arizona  Eastern. 
September   19 — York,   Pa. — Examiner  McGrath: 

12900 — Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.   et  al. 
September  19 — Monroe,  La. — Examiner  Gault: 

12880 — Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 
September  19 — Kansas  City,  Mo. — Examiner  Jewell: 

10771 — United  Iron  Works  Co.   vs.  Director  General,   A.   T.   &  S.   F. 
et  al. 

Portions  of  Fourth  Section  Application  701,  F.  A.  Leland  and  others, 
filed  by  various  western  carriers. 

12639 — The  B.  F.  Clay  Grain  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
September  19 — Montgomery,  Ala. — Examiner  Wilson: 

12751 — The  Sweet  Dreams  Co.  vs.  L.  &  N.  et  al. 
Sept.  19 — Ft.  Worth,  Tex. — Examiner  Mackley: 

12844 — Invincible  Oil  Co.  vs.  K.  C.  S.  et  al. 

12752 — Ft.  Worth  Freight  Bureau  vs.  Beaumont,  Sour  Lake  &  West- 
ern et  al. 
September  20 — Washington,  D.  C. — Examiner  Paulson: 

*  12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
September  20 — New  York,  N.  Y. — Examiner  Gerry: 
»  12833— The  Kalbfleisch  Corp.  vs.  Sou.  Ry.  et  al. 

3  12833  (Sub.  No.  1)— The  Kalbfleisch  Corp.  vs.  C.  of  Ga.  et  al. 

*  12838— Elk  Tanning  Co.  vs.  Erie  et  al. 
September  20 — Phoenix,  Ariz. — Examiner  Keene: 

12907 — Arizona  Cattle  Growers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
September  20 — Helena,  Ark. — Examiner  Gault: 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director  General  and  Mo.  Pac. 
12732   (Sub.   No.   1) — Buckeye   Veneer  Co.   vs.   Director  General   and 

Mo.  Pac. 
September  20 — Ft.  Worth,  Tex.— Examiner  Mackley: 

I.   and   S.   1357 — Application   of  rate  and  min.   wt.   on   live   stock   in 

mixed  carloads. 

12757 — Texas  Livestock   Shippers'   Protective   League   et   al    vs    Di- 
rector General,   St.   L.   S.   W.  of  T. 
September  21 — New  York.  N.  Y. — Examiner  Gerry: 

12848 — Aluminum  Co.   of  America  et  al.  v.  Massena  Terminal  et  al 

*  12848  (Sub.  No.  1) — Ball  Coal  Co.  vs.  Massena  Terminal  et  al. 
September  21 — Chicago,  111. — Examiner  Carter: 

*  I.  and   S.   1361 — Switching  between  connecting  lines  and  C.   &  E    I. 

team  tracks  at  Chicago,  111. 

September  21 — Indianapolis,   Ind. — Examiner  Cassidy: 
12792 — American  Hominy  Co.  vs.  Director  General. 
12776 — North  Manchester  Foundry  Co.  vs.  C.  C.  C.  &  St.  L. 
September  21— Harrisburg,  Pa.— Examiner  McGrath: 
•-  12789 — Central  Iron  and  Steel  Co.  vs.  Campbell's  Creek  Co.  et  al. 
September  21 — Memphis,  Tenn. — Examiner  Gault: 

1063 — Holly  Ridge  Lumber  Co.  vs.  Director  General  and  Mo.  Pac 
12750 — Memphis  Freight  Bureau  for  Abston,  Wynne  &  Co.  et  al.  vs. 

Mo.  Pac.  et  al. 

September   21—  Pensacola,   Fla.— Examiner  Wilson: 
12864 — John  A.  Merritt  &  Co.   vs.  Cent,  of  Ga.   et  al. 

September  21— Washington,  D.  C.— Examiner  Paulson: 

*  12739 — Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 

September  22— New  York,  N.  Y.— Examiner  Gerry: 

~  12781— Wilckes,    Martin,   Wilckes  Co.   vs.   Director  General,    B.    &   O. 
et  al. 

*  12761 — Hosin  and  Turpentine  Export  Co..  Inc..  vs.  A.  C.  L.  et  al. 


September  22 — Grand  Island,  Neb. — Examiner  Jewell: 

12709 — Chamber  of  Commerce  of  Grand  Island,  Neb.,  et  al.  vs.  Aber- 
deen &  Rockflsh  et  al. 
September  22 — Indianapolis,  Ind. — Examiner  Cassidy: 

*  12718 — Capital  Warehouse  Co.  vs.  Director  General,  Grand  Trunk  of 

Canada. 

*  12718  (Sub.   No.   1) — Capital  Warehouse  Co.  vs.  Director  General. 

*  12719— Capital  Warehouse  Co.  vs.  Director  General,  C.  &  N.  W.  et  al 

*  12720 — Capital  Warehouse  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al'. 
September  22 — Washington,  D.  C. — Examiner  Paulson: 

*  12760 — Clarendon  Refining  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
September  23 — New  York.  N.  Y. — Examiner  Gerry: 

*  12819 — West  Virginia  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General 

*  12820 — West  Virginia  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General. 
September  23 — Tampa,  Fla. — Examiner  Wilson: 

*  12793 — Central  Cypress  Co.  vs.  Director  General: 

12769 — The    T'ampa   Gas   Co.    vs.    Director   General,    Interstate   R     1! 

et  al. 
September  23 — Williamsport,  Pa. — Examiner  McGrath: 

11157 — Central   Pennsylvania   Lumber   Co.    vs.    Director   General     Ta 

R.  R.  et  al. 
Sept.  23 — Dallas,  Tex. — Examiner  Mackley: 

12677 — S.  M.  Bulley  &  Sons  vs.  Director  General,  G.  H.  &  S.  A    et  al 
12684 — Magnolia   Petroleum    Co.    vs.    Director   General,    St.    L.    S.   W 

et  al. 

September  24 — Dayton,  O. — Examiner  Cassidy: 
«  12846 — The  Dayton  Malleable  Iron  Co.  vs.  Kanawha  &  Mich,  et  al 

*  12836 — The  Albert  R.  Hostetter  Co.  vs.  D.  T.  &  C.  et  al. 
September  24 — Tampa,   Fla. — Examiner  Wilson: 

*  12814 — Tampa  Coal  Co.  vs.  Director  General. 
September  24 — Deming,  N.  M. — Examiner  Keene: 

12542 — Arizona  Copper  Co.,  Ltd.,  vs.  Arizona  &  New  Mexico  et  al. 
September  26 — Tampa,  Fla. — Examiner  Wilson: 

*  12770 — Henry  E.   Taylor  et  al.,   receivers  of  Key  West  Gas  Co.,   VB. 

Director  General,  Interstate  R.  R.  et  al. 
September  26 — Lincoln,   Neb. — Examiner  Jewell: 

*  12790 — Lincoln  Chamber  of  Commerce  vs.  Director  General.  C.  B.  & 

Q.   et  al. 

*  12791 — Lincoln  Chamber  of  Commerce  vs.  D.  &  R.  G.,  Director  Gen- 

eral et  al. 
Sept.  26— Dallas,  Tex.— Examiner  Mackley: 

12783 — Rio  Grande  Oil  Co.   vs.   Arizona  Eastern   et   al 

September  26 — El  Paso,  Tex. — Examiner  Keene: 

*  I.  and  S.  1364— Class  rates  between  El  Paso,  Tex.,  and  points  in  NVw 

Mexico  and  Arizona. 

September  26 — New  York,  N.  Y. — Examiner  Gerry: 

*  12829 — Republic  of  France  vs.  Ind.  Harbor  Belt  et  al. 

*  12825 — Republic  of  France  vs.  W.  &  L.  E.  et  al. 

September  26 — Washington.  D.  C. — Examiner  Paulson: 

*  12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General 

'•  12652— The  Atlas  Portland  Cement  Co.  vs.  C.  R.  R.  of  N.  .1.  r\  ,il 
Such  fourth  section  departures  as  may  exist  will  he  considered  in 
the  disposal  of  this  complaint. 

September  28 — New  York,  N.  Y. — Examiner  Gerry: 

*  12765 — Associateed    Fruit    and    Vegetable    Industries    of    New     York 

State  et  al.  vs.  Ann  Arbor  et  al. 

*  12680 — American    Fruit    and    Vegetables    Shippers'    Assn     ct    :il     vs. 

Am.  Ry.  Exp.  Co.  et  al. 
September  28 — Omaha,   Neb. — Examiner  Jewell: 

12671 — Sunderlarid  Bros.  Co.  vs.  C.  B.  &  Q.  et  al. 

12738 — Sunderland  Bros.  Co.  vs.  C.  B.  &  Q.  et  al. 
September  28 — Hazleton,   Pa. — Examiner  McGrath- 

*  12840— G.  B.  Markle  Co.,   now  Jeddo-Highland  Coal  Co.,  vs    Diivrlor 

General. 

September  28— Allentown,  Pa. — Examiner  McGrath: 

*  12835— Harrison   Ball   et  al.,   executors,   trading  as   Ball,   Seligm.-m   & 

Co.,  vs.  N.  Y.  P.  &  N.  et  al. 
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CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 
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Specialty 


KARL  KNOX  GARTNER 

(For  a  number  ot  yean  Attorney  and  Bumlner,  Interstate 
Commerce  Commiuion,  and  prior  thereto  engaged  IB  tat 
practice  of  law  at  Loulnllle.  Ej.) 

Special  attention  to  matter*  before  the  iBteritate 
Commerce  Commiuion,  Income  Tax  Unit,  Federal 
Trade  CommiMioB.  United  State*  8hlppi«»  Board. 
Federal  Court*. 

701-706  WOODWARD  BLDG.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern   Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID- WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Serving  the 
Great  Southwest 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


uf 

AIRL4N 

'''"L 


The  new  era  of  transportation 
demands  personal  service.  We 
undertake  to  render  this  service. 
Let  us  assist  you  in  solving  your 
transportation  problems.  Our 
organization  is  trained  and  facil- 
ities provided  for  this  purpose. 


/ 


No  bothersome  large  terminals, 
coupled  with  through  freight 
trains,  assures  continuous 
movement  between  Missouri 
River  and  Mississippi  River 
gateways  and  Oklahoma.Texas 
and  Texas  Gulf  Ports.  Mark 
your  bill  of  lading  K.  O.  &  G., 
we  do  the  rest. 


....x 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  BIdg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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FOR  EVERY  INDUSTRY 
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V3ENERAL, 


i     Big  Railroads  and 
Big  Business 

In  any  great  terminal,  at  a  given  hour, 
you  may  see  hundreds  of  General  Ameri- 
can cars,  bearing  the  initials  of  various 
railroads  and  the  trade-marks  of  leading 
manufacturers  in  many  different  lines. 

This  company  designs  and  builds  all 
types  of  cars  for  all  commodities,  for 
standard  or  special  uses.  Its  three  great 
plants,  where  so  many  basic  betterments 
have  originated  for  the  improvement  of 
transportation,  are  constantly  turning  out 
new  units  to  join  the  great  "GA"  fleet. 

The  Company's  engineers  are  ever  ready 
to  give  railroads  and  shippers  the  benefit 
of  their  experience  through  consultation 
on  car  building  problems,  without  obliga- 
tion. Write  the  address  below. 


•r/  Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Bldg.,  Chicago 

Plants  at:   East  Chicago,  Ind.;  Sand  Springs,  Ok  la.; 
^^^  Warren,  Ohio 

Sales  Offices :    1 7  Battery  Place.  New  York; 
24  California  St..  San  Francisco 

Cable  Address: 

"Gentankar,  Chicago" 

All  Codes 


GENERAL  AMERICAN  CARS 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 

PHILADELPHIA! 


TO 


HAMBURG 

ROTTERDAM 

AMSTERDAM 


NEW  YORK 
PHILADELPHIA 


T0 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE  ^ 


MOBILE 

NEW  ORLEANS 


T0 


fSAN  PEDRO 
SAN  FRANCISCO 


Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  BIdg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  Bldg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office  : 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office  : 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  McLAUGHLIN,  Manager 
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anyone  worry  about  what  \Yill  Payne  or  Bill  Jones  says 
in  The  Saturday  Evening  Post  or  the  Poclunk  Bladder, 
except  as  he  may  deplore  the  effect  such  things  may 
have  in  molding  public  sentiment?  As  for  the  popular 
maga/ines — if_  they  seek  to  educate,  they  should  pub- 
lish the  views  of  persons  with  real  information  and 
whose  ideas  along  technical  or  special  lines  are  worth 
while ;  if  they  do  not  seek  to  educate  they  should  cease 
pretending  to  do  so. 


POPULAR   TRANSPORTATION   ARTICLES 

A  recent  article  in  the  Saturday  Evening  Post  on 
the  subject.  "What  Really  Ails  the  Railroads,"  illustrates 
a  peculiar  characteristic  of  both  the  public  and  the 
editors  of  popular  magazines.  Will  Payne  is  a  writer 
on  general  subjects  and  a  regular  contributor  to  the 
Post.  Frequently  he  writes  fiction — and  mighty  good 
fiction,  too.  But  he  is  not  an  authority  on  any  particu- 
lar subject  that  we  know  of — certainly  not  on  the  rail- 
roads. His  opinion  is  no  better  than  that  of  any  other 
man  of  wide  general  knowledge  with  no  special  infor- 
mation or  experience  as  to  the  subject  under  discussion. 
His  point  of  view  is  just  about  that  of  the  citizen  who 
whittles  in  front  of  the  country  store  and  spits  at  a 
crack  in  the  sidewalk.  Yet  the  Post  presents  an  article 
on  railroads  by  him  that  is  supposed  to  contain  valu- 
able information  for  the  reading  public. 

That  part  of  the  public  that  knows  nothing  either 
of  Payne  or  th£  railroads  might  be  excused  for  swallow- 
ing what  he  says  as  if  it  partook  of  the  nature  of  the 
(io-pc-1.  The  very  fact  that  the  Post  pays  for  the  ar- 
ticle and  prints  it  warrants  the  impression  that  the 
author  knows  what  he  is  talking  about.  Therein  lies 
the  peculiar  characteristic,  and  also  the  error,  of  the 
editor  of  the  popular  magazine.  He  buys  articles  and 
prints  them  because  they  are  interestingly  written  and 
because  the  names  of  the  authors  are  well  known  to  his 
public,  rather  than  because  the  views  expressed  are  at 
all  authoritative. 

P.ut  even  those  of  the  public  who  know  something 
of  ihe  subject  of  transportation  take  these  articles  seri- 
ously. That  is  the  peculiar  characteristic  of  the  read- 
ing public.  If  something  is  printed — no  matter  in  what 
or  by  whom  written — it  becomes  worthy  of  considera- 
tion. (  >ur  mail  has  contained  several  letters  from  well- 
informed  traffic  men  referring  seriously  to  the  Post  ar- 
ticle in  question  and  taking  issue  with  it.  Why  should 
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POLITICAL    RATE-MAKING 

We  are  printing  elsewhere  a  letter  written  by  a  rep- 
resentative of  Florida  vegetable  growers  to  Senator 
Fletcher,  of  that  state,  asking  his  aid  in  getting  freight 
rates  reduced.  As  to  the  question  of  whether  the  rates 
on  this  commodity  are  too  high,  we  express  no  opinion. 
In  so  far  as  the  letter  to  Senator  Fletcher  is  an  appeal 
to  him  to  use  his  efforts  toward  having  the  rate-making 
section  of  the  transportation  act  repealed,  it  is  perfectly 
proper — though  the  question  of  whether  rates  ought  to 
be  fixed  so  as  to  produce  a  net  revenue  of  six  per  cent 
is  purely  academic  now,  since  the  railroads  arc  not  earn- 
ing anywhere  near  that  much.  But  in  so  far  as  it  sug- 
gests or  requests  that  a  United  States  Senator  use  his 
influence  to  get  rates  on  a  specific  commodity  reduced, 
we  condemn  it,  together  with  the  many  other  efforts 
that  have  been  and  are  being  made  to  use  political  pres- 
sure to  get  rates  adjusted.  Such  efforts  result  in  maud- 
lin speeches  by  national  legislators  about  the  evils  of 
high  freight  rates  generally  and  cause  a  mistaken  public 
impression  of  the  situation.  Moreover,  the  place  to  go 
to  get  specific  rates  changed  is  to  the  Interstate  Com- 
merce Commission,  if  overtures  to  the  carriers  fail. 
Shippers  may  come  to  regret  the  precedent  they  are 
now  setting  in  using  political  influence  to  get  what  they 
want.  We  wonder  how  many  of  those  who  are  now 
asking  their  senators  and  congressmen  to  get  their 
rates  down  would  not  rise  up  in  holy  horror  if  a  "pro 
railroad"  senator  or  representative  ventured  to  address 
the  Commission  or  use  any  other  method  not  regarded 
as  strictly  regular  in  the  interest  of  advancing  rates, 
either  generally  or  on. some  specific  commodity. 


HENRY    FORD'S    BARGAIN    SALE 

There  is  small  danger  that  any  considerable  num- 
ber of  the  kind  of  men  who  read  this  magazine  will  be 
misled  by  the  freight  rate  reductions  being  made  by 
Henry  Ford,  automobile  manufacturer  by  vocation  and 
railroad  magnate  by  avocation,  on  his  Detroit,  Toledo 
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IICIT,  MOBILE  *  XOBTHEBX 

B1ILB01D 
urn  cotatKcnotn 


Gulf,  Mobile 

&  Northern  R.  R. 

DAILY  Thru  Merchandise  Package  Cars  from 
CHICAGO  and  ST.  LOUIS,  and  WEEKLY  Thru 
Refrigerator  Package  Cars  from  CHICAGO  to 
UNION,  MERIDIAN,  LAUREL,  MISS.,  and 
MOBILE,  ALA.,  via 

I.  C.  R.  R.— Jackson,  Tenn.— G.  M.  &  N.  R.  R. 

Daily  Thru  Package  Cars 


ARRIVE 

LEAVE 

Union     .     .     . 
Meridian     .     . 
Laurel    .     .     . 
Mobile   .     .     . 

Chicago 

St.  Louis 

10:00  p.m. 
11:36  a.m.  3rd  day 
3:05  p.m.  3rd  day 
4:20  p.m.  3rd  day 
4:10  a.m.  4th  day 

11:36  a.m.  2nd  day 
3:05  p.m.  2nd  day 
4:20  p.m.  2nd  day 
4:10  a.m.  3rd  day 

Weekly  Thru  Refrigerator  Package  Cars 

Leave  CHICAGO  every  Thursday  night  for  LAUREL  and 
MOBILE,  and  every  Friday  night  for  MERIDIAN,  moving 
on  same  schedules  as  Daily  Package  Cars,  and  offering  unex- 
celled service  for  the  handling  of  Butter,  Cheese.  Eggs,  Fresh 
Meats,  and  other  perishables  from  North  and  West  to  desti- 
nation points  named  and  to  Mobile  for  Export. 


Route:  "I.  C.-G.  M.  &  N.  Package  Cars" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 

Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  8s  A.,  El  Centre. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

P.  B.  DORSBY,  Assistant  Traffic  Manager 

A.  D.  HAGA1IAN.  Dittrict  Freight  and  Passenger  Agent 
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,-inil  Ironton  Railroad — though  even  some  of  them  may 
1«-  thoughtless  enough  or  disingenuous  enough  to  try 
tn  bolster  up  their  arguments  for  a  general  reihirtii m 
in  freight  rates  1>\  calling  attention  to  what  Ford  is  do- 
ing. But  his  action  is  causing  incalculable  harm  to 
|)iiblie  sentiment,  as  expressed  by  the  newspapers,  who 

nothing  in  the  situation  except  that  one  railroad  is 
reducing  rates  and  who  argue  that  if  one  railroad  can 
do  that  profitably  all  railroads  could  do  it,  and  the 
ignorant  readers  of  those  newspapers — that  is,  ignorant 
of  this  subject.  To  one  who  has  any  knowledge  of  the 
matter  it  would  be  ridiculous  if  it  were  not  so  serious 
to  read  in  the  newspapers  how  this  novice  in  the  rail- 
road business  is  showing  the  old  hands  how  it  ought 
tn  be  conducted. 

The  real  explanation  of  Ford's  ability  to  reduce 
freight  rates  is  the  large  volume  of  traffic  he  controls, 
through  his  industries.  Back  in  1915  and  1916  the  D.  T. 
and  I.  was,  perhaps,  fortunate  to  have  more  than  one 
freight  train  each  way  every  day.  Ford  has  succeeded 
in  increasing  this  business  by  possibly  a  thousand  per 
cent.  He  not  only  handles  every  pound  of  his  own 
freight  over  his  own  railroad  but  gets  for  it  a  consider- 
able portion  of  other  freight  by  demanding  it  from  the 
connections  whom  he  favors  with  the  haul  on  the  ton- 
nage originated  by  him.  Several  roads  that  we  could 
mention  are  getting  a  big  slice  of  Ford's  tonnage  in 
trainload  lots.  As  a  matter  of  reciprocity,  these  favored 
carriers  give  the  D.  T.  and  I.  all  their  unrouted  freight 
that  it  can  handle.  Their  gain  and  Ford's  gain  is  some- 
one else's  loss.  Certain  other  lines  serving  Detroit  that 
once  had  a  substantial  share  of  the  Ford  tonnage  are 
not  now  receiving  any  of  it;  besides  this,  a  large  portion 
of  unrouted  freight  that  they  formerly  received  for  -De- 
troit has  been  denied  them  by  their  connections. 

All  there  is  to  Henry  Ford's  railroad  success  is  that, 
as  a  shipper  in  the  railroad  business,  he  is  able  to  con- 
trol his  own  and  other  traffic  to  such  an  extent  that  his 
line  profits  at  the  expense  of  other  lines.  Speaking  in 
a  business  sense,  this  railroad  venture  is  perfectly 
legitimate.  But  it  must  be  understood  that  he  is  help- 
ing only  himself  and  that  when  he  uses  or  permits  to 
be  used  his  success  in  this  particular  instance  as  an 
illustration  of  the  possibility  of  the  railroads  reducing 
rates  generally,  he  is  simply  doing  what  he  has  done  be- 
fore— showing  that  he  has  no  comprehension  of  national 
affairs  or  movements.  He  may  not  be  made  to  look  as 
foolish  by  this  railroad  venture  as  he  was  by  his  Peace 
Ship  enterprise,  for  instance,  because  he  will  doubtless 
make  some  money  out  of  it — and  we  never  laugh  at 
people  who  make  money — but  as  a  solution  of  an  eco- 
nomic problem  it  means  no  more  than  some  of  his  other 
antics. 


WHEN  THE  LAW  HAS  LONG  EARS 

Under  the  law,  as  declared  by  the  Supreme  Court 
in  what  is  known  as  the  Dakota  lignite  case,  a  railroad 
cannot  be  required  to  carry  a  commodity  at  less  than 
cost  and  a  reasonable  return.  The  same  principle  was 
enunciated  in  the  West  Virginia  passenger  fare  case. 
However,  in  the  Green  Bay  and  Western  abandonment 
ease,  decided  this  week  by  the  Commission,  that  rail- 


road can  be  required  to  operate  a  branch  line  notwith- 
standing that,  so  far  as  the  record  shows,  it  is  not  mak- 
ing money  on  that  branch,  because  it  is  making  money 
from  its  railroad  as  a  whole.  In  the  lignite  case  the 
theory  that  because-  the  operations  of  the  railroad  con- 
cerned, with  regard  to  all  traffic,  was  satisfactory  and 
that,  therefore,  it  should  carry  lignite  for  less  than  cost 
and  a  reasonable  return,  was  specifically  condemned. 
Some  of  the  cases  on  which  the  Commission  founded 
its  decision  in  the  Green  Bay  and  Western  case  went 
to  the  Supreme  Court  of  the  United  States.  Therefore, 
if  the  Commission  properly  applied  the  principles  in  the 
cases  on  which  it  relied,  the  law  seems  to  say  that  a 
railroad  can  be  compelled  to  continue  the  operation  of 
an  unprofitable  branch  line  but  it  may  not  be  required 
to  haul  a  particular  commodity  or  line  of  commodities 
for  less  than  cost  and  a  reasonable  profit.  The  man 
whose  money  is  invested  in  railroads,  apparently,  is  re- 
quired to  make  a  distinction  between  the  pains  caused 
by  hurts  to  his  pocket  nerve.  If  the  hurt  is  caused  by 
the  operation  of  an  unprofitable  branch  line,  that  is  his 
contribution  to  the  general  good.  If  it  is  caused  by  an 
unprofitable  rate,  it  is  one  he  is  not  compelled  to  bear 
because  the  court  will  relieve  him  from  any  obligation 
to  observe  the  policy  of  the  state  which  required  the 
carriage  of  lignite  at  rates  less  than  cost,  plus  a  reason- 
able profit.  A  celebrated  writer  made  one  of  his  char- 
acters observe  that  the  law  is  an  ass. 


DECISION    DIGESTS    SUSPENDED 

The  digests  of  loss  and  damage  decisions,  miscel- 
laneous decisions  and  shipping  decisions,  published  reg- 
ularly in  The  Traffic  World,  will  be  discontinued  for 
two  weeks  for  the  reason  that  the  company  from  which 
they  are  obtained  has  closed  its  plant  for  that  time. 


FLORIDA  VEGETABLE   RATES 

I.  T.  Williams,  general  manager  of  the  Manatee  County  Grow- 
ers' Association,  Bradentown,  Florida,  has  written  a  letter  to 
Senator  Fletcher  of  Florida,  making  a  protest  against  the  trans- 
portation rates  on  vegetables  from  his  state.  Preparations,  he 
says,  are  being  made  to  proceed  with  a  formal  complaint  before 
the  Commission.  The  letter  to  Senator  Fletcher  is  as  follows: 

"As  an  association  representing  over  200  growers  of  vege- 
tables, we  appeal  for  relief  from  the  intolerable  railway  rates 
that  will  surely  bring  on  business  stagnation  to  this  part  of  Flor- 
ida and  paralyze  our  business  if  help  does  not  come  quickly. 
Never  has  a  more  alarming  situation  confronted  this  section  and 
we  wish  to  lay  stress  on  the  urgency  of  quick  action.  High  rates 
are  having  a  tremendous  effect  on  the  financial  status  of  our 
growers.  Those  who  are  not  deserting  the  industry  are  curtail- 
ing acreage. 

"This  is  the  first  time  we  have  complained  and  would  not 
do  so  now  if  it  were  not  for  the  fact  that  the  situation  was  so 
alarming.  We  have  tried  to  be  very  patient  in  hopes  that 'the 
Interstate  Commerce  Commission  would  see  fit  to  grant  some 
relief  and  that  the  Cummins  investigation  would  reveal  such 
facts  as  would  prove  that  the  farmer  is  hit  harder  than  anybody 
else  and  is  the  nation's  greatest  freight  payer. 

"However,  there  does  not  seem  to  be  any  relief  in  sight, 
since  the  Association  of  Railway  Executives  handed  down  their 
decision  on  June  22  to  the  effect  that  there  would  be  no  volun- 
tary action  on  the  part  of  the  carriers  with  regard  to  rate  reduc- 
tion on  fruits  and  vegetables.  One  of  the  factors  of  greatest 
weight  in  causing  the  traffic  men  to  reach  the  conclusion  that  a 
general  reduction  was  not  warranted,  were  the  reports  gathered 
by  the  Department  of  Agriculture,  compiled  by  it  and  published 
in  Secretary  Wallace's  Market  Reporter.  From  that  the  railroad 
men  took  figures  showing  increased  loadings  for  fruits  and  vege- 
tables, and  the  receipts  of  fairly  remunerative  prices  by  the  grow- 
ers. In  no  case  was  it  shown,  according  to  the  statement  of  the 
carriers,  that  any  section  of  the  country  was  suffering  from  un- 
duly burdensome  rates  or  from  in  adequate  facilities  or  services. 
The  railroad  men  evidently  overlooked  testimony  submitted  be- 
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fore  the   Cummins   investigation   showing   that  for   the   months 
from  October,  1920,   to  March,  1921,  inclusive,  there  were  only 
9,020  cars  of  Florida  vegetables  shipped  as  compared  with  9,954 
cars  during  same  'period  of  previous  season,  a  reduction  of  1 
per  cent. 

"We  contend  that  neither  the  railway  executives  nor 
Interstate  Commerce  Commission  had  statistics  which  really  in- 
dicated the  true  status  of  the  vegetable  industry  in  Florida.  It 
appears  they  arrived  at  their  decision  by  using  reports  compiled 
by  the  Bureau  of  Markets,  U.  S.  Department  of  Agriculture,  in 
computing  what  they  presumed  the  producer  obtained  for  his 
products.  This  we  can  prove  was  not  an  equitable  basis  on 
which  to  judge  whether  or  not  a  reduction  in  rates  was  justified. 
While  the  Bureau  of  Markets  attempts  to  publish  a  reliable  mar- 
ket report,  nevertheless  it  is  generally  admitted  by  persons  actu- 
ally buying  and  selling  vegetables  that  government  market  re- 
ports are  more  or  less  inclined  to  show  the  maximum  prices  ob- 
tained at  a  given  center,  than  average  level  of  prices  .which  pre- 
vail throughout  entire  production  area. 

"For  reasons  above  stated  we  are  submitting  hereto  attached 
statements  covering  all  vegetables  this  association  marketed  dur- 
ing months  of  February  and  March,  1921,  when  out  movement 
was  heaviest.  You  will  note  from  recapitulation  shown  below 
that  freight  charges  far  exceed  net  proceeds  and  that  it  cannot  be 
said  the  growers  received  anything  like  remunerative  prices 
when  actual  sales  are  taken  into  consideration: 

Transportation  Net 

1921                                                                                         Charges  Proceeds 

February                                                   $  55,952.39  $39,445.15 

March 64,625.82  43,808.31 

Total     $120,578.21         $83,253.46 

Freight  charges  established  on  66  cars  at  $425 
sold    F.    O.    B.    shipping    point 28,050.00 

$148,628.21         $83,253.46 

"The  foregoing  figures  represent  the  net  proceeds  on  122,372 
packages  of  vegetables,  of  which  approximately  96  per  cent  were 
crates  of  celery.  Net  proceeds  represent  the  amount  paid  pro- 
ducer after  deducting  selling  charges,  destination  drayage,  har- 
vesting and  loading,  crate  cost  and  freight  charges  from  gross 
sales.  Efficient  growers  of  long  experience  can  produce  figures  to 
show  that  it  costs  85c  per  package  to  grow  these  vegetables.  It 
will,  therefore,  be  seen  that  net  proceeds  did  not  near  cover  cost 
of  production  and  that  growers  sustained  a  loss  of  $20,762.74. 
The  above  figures  are  compiled  in  such  a  manner  as  to  show  the 
transportation  charges  we  actually  paid  out  on  vegetables  sold 
for  our  account,  and  what  was  a  fair  approximate  transportation 
charge  on  66  cars  sold  f.  o.  b.  point  of  shipment.  The  freight 
charges  we  actually  paid  exceeds  net  proceeds  by  45  per  cent.  By 
adding  transportation  charges  that  accrued  on  the  66  cars  sold 
f.  o.  b.  it  reveals  that  transportation  services  cost  178  per  cent 
of  net  proceeds,  or,  in  other  words,  it  cost  $148,628.21  to  get 
$83,253.46  worth  of  vegetables  to  market.  This,  we  believe  you 
will  agree,  is  a  deplorable  condition  and  that  freight  rates  are 
now  higher  than  the  traffic  will  bear. 

"Please  allow  us  to  reveal  some  more  startling  facts  which 
will  be  evidenced  by  statement  below,  and  are  actual  figures 
taken  from  our  records: 

Freight  and  Net 

Season  Packages         Gross  Sales  Marketing  Proceeds 

1920-21 257,570  $718,802.11  $299,687.48  $419.174.65 

1919-20 184,778  631,169.29  189,255.62  441,913.67 


ment  it  would  appear  that  during  the  ordinary  course  of  things 
the  carriers  in  turn  would  get  sufficient  tonnage  to  exceed  the 
amount  stipulated  in  the  act  and  there  would  be  no  need  of  leg- 
islature to  assure  a  fair  return  to  the  carriers  on  their  physical 
value. 

"We  implore  of  you  as  a  representative  of  the  state  of  Florida 
to  present  these  papers  to  the  Interstate  Commerce  Commission 
with  such  comment  as  you  may  see  fit  to  make.  We  believe  with 
your  assistance  these  documents  will  reveal  to  the  Commission 
the  desperate  situation  of  our  industry.  We  beseech  of  you  to 
use  your  good  offices  in  presenting  this  matter  before  the  Senate 
and  House  of  Representatives  in  such  a  manner  that  they  will 
repeal  section  ISA  of  the  interstate  commerce  act  and  thereby 
allow  the  Interstate  Commerce  Commission  to  create  such  rates 
as  will  establish  free  movement  of  commerce  and  assure  a  con- 
tinuance of  the  vegetable  industry  in  the  state  of  Florida. 

"Please  let  us  hear  from  you  at  your  earliest  convenience  as 
to  whether  or  not  we  can  offer  our  members  any  encouragement 
in  the  way  of  relief  from  the  exorbitant  transportation  charges 
they  are  now  obliged  to  pay. 


Increase. . . . 
Decrease. . . 


72,792 


$  87,692.82 


$110,431.86 


"You  will  note  that  the  number  of  packages  marketed  by 
this  association  increased  40  per  cent,  while  gross  sales  increased 
only  14  per  cent.  It  will  also  be  noted  that  freight  and  market- 
ing cost  increased  58  per  cent.  Marketing  cost  during  the  past 
two  seasons  has  remained  at  10  per  cent  of  gross  sales,  therefore 
tBat  item  reflects  into  latter  increase  to  the  extent  of  only 
$8,769.29,  the  balance  being  all  due  to  increased  transportation 
costs.  The  most  striking  feature  of  above  statement  is  the  fact 
that  regardless  of  40  per  cent  increase  in  tonnage,  our  net  pro- 
ceeds decreased  5  per  cent  under  proceeds  of  last  season.  In 
other  words,  our  growers  received  $22,739.04  less  on  257,570  pack- 
ages of  vegetables  marketed  this  past  season  than  was  obtained 
on  184,778  packages  during  the  season  1919-20.  In  a  good  many 
instances  the  financial  necessities  of  our  growers  required  them 
to  obtain  money  regardless  of  the  costs  of  production,  and  not 
the  prevalence  of  satisfactory  prices.  It  cannot  be  said  that  this 
decrease  was  due  to  inefficient  marketing  or  the  lack  of  proper 
distribution,  as  our  products  have  been  distributed  among  all  of 
the  large  northern  and  eastern  markets  and  distribution  watched 
carefully  to  prevent  getting  into  overstocked  markets.  We  have 
obtained  for  our  products  all  that  the  markets  would  pay  and 
in  many  instances  have  received  more  than  the  average,  due  to 
superior  grade  and  pack. 

"We  earnestly  adocate  the  repeal  of  section  15A  of  the  inter- 
state commerce  act.  It  seems  that  the  new  section  guarantees  a 
profit  on  the  second  form  of  commerce  and  overlooked  the  basic 
factor,  that  is,  the  producer,  who  is  the  originator  of  all  values. 
If  the  producers  were  guaranteed  5%  per  cent  on  their  invest- 


SHIPMENTS  OF  CITRUS  FRUIT 

"More  citrus  fruit,  with  the  exception  of  lemons,  have  been 
shipped  from  California  and  Florida  so  far  this  season,  despite 
the  increase  in  freight  rates,  than  during  the  corresponding 
period  last  season,  according  to  official  reports  received  by  the 
Department  of  Agriculture,"  says  the  Association  of  Railway 
Executives. 

"A  summary  of  these  reports  showing  car-lot  shipments 
follows: 

ORANGES. 

Season  to  June  1, 
State.  1920.  1921. 

California    25,608  29,950 

Florida     15,092  18,782 


Total     40,700 

GRAPEFRUIT. 

California     316 

Florida     8,945 


18,732 

243 
10,247 

111,490 


Total    9,261 

LEMONS. 
California     6,680  3,516 

"In  May,  this  year,  the  total  shipment  of  oranges,  grape- 
fruit and  lemons  for  both  states  was  8,509  carloads,  as  against 
8,082  in  May  last  year,  an  increase  of  427  carloads." 


SHIPMENTS  OF  GEORGIA  FRUIT 

"Shipments  of  peaches  and  watermelons  from  Georgia  for 
the'  1921  season  have  surpassed  all  previous  records,  according 
to  information  compiled  by  the  Southern  Railway,"  the  Associa- 
tion of  Railway  Executives  says  in  a  statement. 

"Including  shipments  of  July  22,  the  Fruit  Growers'  Express, 
which  furnishes  the  refrigerator  cars  in  which  all  the  Georgia 
peaches  are  moved,  reports  that  10,264  cars  of  peaches  had  been 
shipped  from  Georgia  and  300  additional  cars  are  expected.  The 
total  movement  for  1920,  as  reported  by  the  Bureau  of  Markets 
and  Crop  Estimates  of  the  U.  S.  Department  of  Agriculture,  was 
5,663  cars. 

"Including  shipments  of  July  16,  the  Bureau  of  Markets  and 
Crop  Estimates  reports  that  10,110  cars  of  watermelons  had 
been  shipped  from  Georgia,  as  compared  with  5,258  for  the  same 
period  last  year  and  11,103  for  the  total  1920  movement. 

"Prices  received  for  both  peaches  and  watermelons  have 
yielded  the  growers  good  returns.  It  is  estimated  that  $1.50 
for  crate,  or  $700  per  car  of  476  crates,  is  a  fair  average  of  what 
growers  have  received  for  peaches,  f.  o.  b.  shipping  point.  For 
10,500  cars  this  would  bring  the  Georgia  growers  $7,350,000. 

"For  watermelons,  $200  per  car,  f.  o.  b.  shipping  point,  is 
considered  a  conservative  average  price.  Prices  paid  at  Macon 
on  July  21  were  reported  by  the  Bureau  of  Markets  as  follows: 
26-pound  average  $165-$185,  28-pound  average  $225-$260,  30-pound 
average  $275-$300,  32-34-pound  average  $325-$350.  At  $200  per 
car,  a  crop  of  only  12,000  cars  would  bring  the  Georgia  growers 
$2,400,000. 

"The  results  of  the  season  have  shown  that  the  freight  rate 
is  only  one  of  the  factors  entering  into  the  successful  marketing 
of  a  perishable  crop  and  that  where  intelligent  methods  of 
distribution  and  selling  are  employed  the  grower  can  get  a 
satisfactory  return  at  prices  which  the  consumer  is  willing  to 
pay,  under  the  freight  rates  which  now  prevail." 


CHARLES   CITY  WESTERN    NOTES 

The  Charles  City  Western  Railway  Company  has  asked  I  he 
Commission  for  authority  to  issue,  pledge  and  sell  $384,000  of 
first  mortgage  gold  notes  in  an  application  asking  the  Commis- 
sion to  reconsider  its  recent  report,  in  which  it  authorized  the 
company  to  issue  $373,600  of  notes.  The  Commission  held  that 
the  carrier  could  not,  under  the  Iowa  law,  incur  indebtedness 
in  excess  of  $373,600.  The  carrier  says  the  Commission  lias 
in  error  as  to  the  application  of  the  Iowa  law. 
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How  the  Railroads  Are  Looting  the  Treasury. — It  will  be 
Interest ing,  it  not  instructive,  to  watch  the  reaction  throughout 
the  country  to  the  charge  made  by  various  loose-tongued  orators 
that  the  administration  is  proposing  to  allow  the  railroads  to 
loot  the  treasury  by  funding  the  capital  expenditures  made 
durin.i;  government  control,  instead  of  demanding  the  impos- 
sible i  he  payment  by  the  railroads  of  the  debts  incurred  by 
the  government  in  their  name  but  without  their  Initiation  and 
practically  without  their  consent.  For  months  the  advocates  of 
government  ownership  have  been  charging  a  conspiracy  to  loot 
the  treasury,  just  as  if  the  proposal  were  to  hand  over  to  the 
railroads  money  now  in  the  treasury.  Perhaps  they  do  not 
know  the  facts,  but  many  of  them  seem  so  dishonest  that  truth 
or  accuracy  would  seem  impossible  to  expect  from  them.  In 
its  simplest  terms,  the  proposal  is  that  the  government  shall 
not  try  now  to  collect  from  the  railroads  the  amount  of  money 
it  spent  in  extending  and  "improving"  the  property  of  the  rail- 
road companies  while  it  held  the  transportation  machine  of  the 
country,  but  that  it  shall  take  the  promises  of  the  railroads  to 
pay  the  money  at  some  future  day,  ten,  fifteen,  or  twenty  years 
hence.  The  railroads  did  not  tell  the  government  to  extend 
their  tracks  and  buy  more  cars  for  them.  It  spent  th,e  money 
because  it  needed  additional  cars  and  tracks  for  carrying  on 
the  war.  Legally  the  railroads  owe  the  money.  Morally,  many 
people  would  say  that  was  one  of  the  costs  of  war  that  should 
be  borne  by  the  whole  people.  The  only  reason  the  railroads 
owe  the  money  legally  is  because  the  government  had  their 
property  and  they  had  to  agree  to  pay  for  the  extensions  and 
improvements  the  government  might  make.  Stated  in  the 
terms  that  a  schoolboy  who  has  been  reading  about  the  tyranny 
of  kings  could  understand,  the  operation  was  this:  The  king 
took  the  railroads  for  war  purposes.  After  he  took  them  and 
their  money,  he  drew  up  a  contract  for  the  railroads  to  sign. 
In  that  contract  he  compelled  them  to  agree  to  pay  for  the 
additions  and  betterments  he  might  choose  to  make.  The  rail- 
roads, in  theory,  had  the  right  to  refuse  the  contract.  Tn 
fact,  they  had  to  sign  that  contract  or  go  without  any  pay- 
ment of  rent  until  the  courts  had  decided  how  much  the  king 
ought  to  pay — so  most  of  them  signed.  At  the  time,  the  rent 
to  be  paid  by  the  king  seemed  very  liberal.  In  the  light  of 
the  things  the  king  did  to  the  railroads,  it  was  a  Shylock  con- 
tract. Because  the  king  did  not  like  the  counterclaims  the 
railroads  put  in,  chief  of  which  were  the  claims  for  under- 
maintenance  because  the  labor  employed  on  the  railroads  was 
not  as  efficient  as  that  which  was  sent  to  army  camps  to  fight, 
the  king  would  not  settle.  Now  the  railroads  have  agreed  to 
waive  that  class  of  claims  if  the  king  will  pay  them  the  unpaid 
rent  and  other  kinds  of  claims  and  take  their  notes  to  pay 
the  amounts  asserted  by  the  king  to  be  due  him  because  he 
"improved"  the  property.  While  the  king  had  the  property 
he  increased  the  payrolls  from  $1,700,000,000  a  year  to  $3,700,- 
000,000  and  then  turned  it  back  to  its  owners,  with  orders  to 
continue  paying  the  hugely  increased  payrolls.  Therefore,  they 
have  no  money.  They  must  make  huge  sacrifices.  The  rail- 
roads did  not  throw  their  money  at  the  birds.  The  king  did 
that  for  them.  Of  course,  he  came  near  ruining  himself,  too, 
so  he  is  suffering  also.  But,  as  for  looting,  that,  it  is  submitted 
by  those  who  think  they  honestly  look  facts  in  the  face,  is 
being  done  by  those  who  insist  that  the  railroads  continue  to 
bear  the  burdens  put  on  them  by  a  king  while  conducting  a 
foreign  war. 


that  the  ailment  claimed  is  the  one  that  IH  causing  I  he  demand. 
They  want  a  compilation  of  data,  evidenced,  umially,  In  the  form 
of  a  doctor's  prescription,  before  passing  out  the  drugs  In  their 
keeping.  Sometimes  drug  clerks  are  able  to  judge  that  the  de- 
mand for  relief  Is  well  founded  and  hand  out  the  medicine. 
Sometimes  the  Commission  Is  able,  without  any  compilation  of 
data,  to  know  that  such  and  such  an  order  will  cure  the  trouble. 
However,  such  instances  are  rare. 


Careful  Preparation  of  Cases  Now  Required. — No  time  in 
the  history  of  the  Commission,  it  may  be  suggested  to  thosn 
who  think  it  timely  to  ask  for  reductions  in  rates,  has  ever 
called  more  insistently  than  now  for  full  preparation  of  the 
cases  they  are  thinking  of  making.  Compilations  of  rates  and 
tonnage,  it  seems,  are  more  necessary  now  than  when  times 
were  more  nearly  normal.  The  shipper,  either  individual  or 
class,  who  comes  to  the  Commission  with  general  averments 
but  no  recent  statistics  to  back  them  up  will  probably  be  wasting 
the  time  of  himself  and  the  Commission.  Big  shippers,  as  a 
rule,  seem  to  know  that  fact.  There  are  some  shippers,  how- 

.  who  seem  to  think  that  a  persistent  claim  that  they  are 
being  ruined  will  bring  about  a  readjustment.  Others  seem  to 
think,  inasmuch  as  the  statistics  and  the  tariffs  are  on  the  files 
of  the  Commission,  that  that  body  can  take  judicial  notice  of 
them  and  dig  into  them  to  show  that  the  claim  is  well  founded. 
Going  to  a  drug  store  and  demanding  of  the  clerks  there  that 
they  produce  the  medicine  to  cure  a  generally  described  ail- 
ment would  be  no  more  ludicrous.  The  clerks  know  that  the 
proper  medicine  is  in  their  keeping,  but  they  cannot  know  that 
v'  liat  the  sick  man  says  ails  him  is  the  thing  that  is  really 
troubling  him.  They  have  no  compilations  of  data  to  prove 


Supreme  Court  Cannot  Appoint  a  Clerk. — The  puissant 
Supreme  Court  of  the  United  States  Is  unable,  to  fill  a  vacancy 
in  the  office  of  Its  clerk,  which  has  existed  since  the  death  of 
James  H.  Maher,  one  of  the  millions  of  untitled  American 
princes.  The  death  of  Maher  occurred  after  the  court  had  ad- 
journed until  October  3.  The  statute  requires  the  court  to  select 
its  clerk.  But  the  court  will  not  meet  again  until  October  3. 
There  is  no  method  by  which  it  can  be  called  together  before 
that  time.  Chief  Justice  Taft  has  not  the  power.  He  has,  how- 
ever, dared  trifle  with  the  statute  to  the  extent  of  naming  Chief 
Clerk  Stansbury  acting  clerk,  by  courtesy,  until  the  court  meets. 
The  vacancy  and  the  impossibility  of  filling  it  serve  to  call  at- 
tention to  the  fact  that  the  constitution-makers  and  the  law- 
makers since  their  time  left  many  contingencies  uncovered. 
Until  a  few  years  ago  there  was  no  presidential  succession  to 
assure  the  country,  in  the  event  of  the  death  of  the  president 
and  the  vice-president,  that  the  party  it  had  voted  into  power 
would  continue  for  the  four  years  of  the  term.  The  succession 
line  was  president,  vice-president,  and  speaker  of  the  House. 
A  few  years  ago  Congress,  in  effect,  made  the  president,  the  vice- 
president  and  the  members  of  the  cabinet  a  royal  family.  Now, 
if  the  president  and  vice-president  were  to  die,  practically  at 
the  same  time,  the  party  that  had  been  voted  into  power  would 
be  continued  in  control  of  the  executive  branch,  through  the 
accession  of  the  secretary  of  state  and  in  the  event  of  his  death, 
then  the  next  highest  cabinet  officer  and  so  on  down  to  the 
end  of  the  line,  cabinet  officers  ranking  in  the  order  of  the 
creation  of  their  offices. 


War  Taxes  Still  Necessary. — Secretary  Mellon's  recommenda- 
tion that  the  lean  treasury  of  the  government  be  made  fatter 
by  the  imposition  of  a  federal  wheelage  tax  of  $10  on  each  auto- 
mobile, the  reimposition  of  the  old  two  cent  tax  on  each  bank 
check,  and  a  return  to  three  cents  postage,  it  is  believed,  means 
the  indefinite  continuance  of  the  three  per  cent  tax  on  freight 
bills  and  the  eight  per  cent  tax  on  passenger  fares.  It  is  also 
taken  to  mean  that  Congress  was  too  quick  on  the  trigger  when 
it  reduced  postage  to  the  old  two  cent  rate,  and  too  optimistic 
when  it  declined,  in  the  days  of  actual  fighting  on  the  west 
front,  to  impose  a  tax  on  bank  checks.  Of  course,  there  is 
always  a  suspicion  of  party  politics  in  everything  Congress  docs 
or  fails  to  do.  When  this  country  went  into  the  war,  Congress 
had  before  it  the  example  of  what  was  done  in  the  Spanish- 
American  War.  The  Congress  that  prepared  for  that  war  taxed 
bank  checks.  It  was  not  a  popular  tax,  but  it  was  a  distinctly 
Republican  scheme  for  raising  money.  It  was  avoided  by  a 
Democratic  congress.  Now  a  Republican  secretary  of  the  treas- 
ury proposes  that  it  shall  be  imposed  although,  before  it  can 
be  made  operative,  the  formal  state  of  peace  and  amity  with 
Germany  will  have  been  restored.  Nearly  all  those  who  had 
any  comprehension  of  what  really  happened  when  this  country 
went  into  the  European  War  and  the  cost-plus  system  of  mak- 
ing war  expenditures  was  put  into  effect,  knew  that  repeal  of 
war  measures  in  1919  was  not  warranted  by  the  facts.  But  the 
party  that  was  in  power  in  the  White  House  wanted  the  people 
to  believe  that  the  country  would  be  able  to  get  along  without 
continuing  war  measures.  The  party  that  wanted  to  get  into 
power  was  willing  to  have  the  unthinking  believe  that  it  was 
removing  war  burdens,  so  both  parties  shouted  amen  when  the 
proposal  was  made.  Now  Secretary  Mellon  is  constrained  to 
remark  that  the  celebration  was  premature  and  that  there  were 
some  unpaid  bills  for  the  fiddling  Mars  had  done  for  the  country. 


Now  Benson  Is  Presented  as  Pro-British. — Admiral  Benson, 
it  is  suspected,  will  wonder  what  he  really  is,  after  he  has 
finished  reading  Senator  LaPollette's  speech  accusing  him,  in 
effect,  of  having  discharged  his  duties  as  chairman  of  the  Ship- 
ping Board  as  if  he  were  more  interested  in  the  promotion  of 
the  British  than  the  American  merchant  fleet.  The  admiral, 
some  of  whose  friends  question  whether  he  was  the  ideal  man 
for  chairman  of  the  Shipping  Board,  is  the  man  who  told  Ad- 
miral Sims,  just  before  the  United  States  went  into  the  world 
war,  not  to  allow  the  British  naval  officers  to  pull  the  wool  over 
his  eyes,  because  we  would  just  as  soon  fight  the  British  as  the 
Germans.  Therefore,  he  has  the  distinction  of  having  been  set 
down,  by  men  who  probably  would  be  classed  by  the  Binet  scale 
as  being  of  hardly  average  brain  power,  as  pro-German.  Now 
LaFollette  intimates  he  was  pro-British,  or  so  nearly  asleep  all 
the  time  that  the  British  were  able  to  use  him  as  one  of  their 
agents  in  the  competition  between  American  and  British  ship- 
ping for  the  carrying  business  of  the  high  seas.  A.  E.  H. 
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WISCONSIN  ABANDONMENT  REFUSED 

The   Traffic    World    Washington   Bureau 

The  Commission,  in  a  report  on  finance  docket  No.  1264.  has 
refused  a  certificate  of  public  convenience  and  necessity  permit- 
ting the  Green  Bay  &  Western  to  abandon  its  branch  line  be- 
tween Onalaska  and  LaCrosse,  Wis.,  a  distance  of  6.38  miles. 
The  Commission  held  that  the  proposed  abandonment  had  not 
been  justified,  because  while  it  might  be  made  to  appear  that 
the  operation  of  that  branch  line  was  not  profitable,  the  opera- 
tion of  the  whole  system  of  which  it  is  a  part  was  shown  to  be 
profitable,  because,  in  1919,  a  dividend  of  5  per  cent  on  the  com- 
mon stock  was  paid  from  the  net  income.  Another  fact  that 
caused  the  Commission  to  refuse  the  certificate  was  that,  in  1920, 
the  company  had  a  net  income  of  $231,612  and  the  average  net 
income  for  the  last  seven  years  was  in  excess  of  that  amount. 
In  its  application  the  Green  Bay  &  Western  also  asked  per- 
mission to  abandon  the  operation  of  its  trains  under  trackage 
rights  over  the  Chicago  &  Northwestern,  between  Onalaska  and 
Marshland,  a  distance  of  21.59  miles.  The  Commission  refused 
to  pass  on  that  part  of  the  application,  calling  attention  to  the 
fact  that  it  had  held  that  the  cessation  of  operation  of  the  ordi- 
nary trackage  rights  is  not  prohibited  by  paragraph  18  of  the 
first  section.  The  Commission  held  that  with  respect  to  the  6.38 
miles  of  the  line  between  Onalaska  and  LaCrosse,  the  applicants 
should  not  be  permitted  to  abandon  operation.  That  track  and 
the  C.  &  N.  W.  track  held  under  trackage  right,  constitute  the 
LaCrosse  branch. 

','It  is  quite  possible,  however,  that  arrangements  can  be  per- 
fected whereby  the  public  may  be  afforded  substantially  the  same 
service  as  heretofore  and  at  the  same  time  relieve  the  applicant 
of  the  burden  of  the  operation  of  the  branch,"  said  the  Commis- 
sion. "If  the  applicant  can  bring  such  an  arrangement  about,  it 
may  file,  for  our  approval,  a  schedule  of  joint  rates  applicable 
between  LaCrosse  and  points  on  its  main  line  on  traffic  moving 
over  such  line  and  the  LaCrosse-Winona  line  of  the  Northwest- 
ern, such  rates  to  be  no  higher  than  the  corresponding  single 
line  rates  now  in  effect.  At  the  same  time  the  applicant  should 
present  satisfactory  proof  of  some  arrangement  between  it  and 
one  of  the  trunk  line  carriers  whereby  one  of  the  latter  will  be 
able  to  give  service  to  those  parties  now  served  by  applicant's 
industry  tracks,  including  the  normal  school  and  the  city  of  La- 
Crosse. Upon  a  showing  that  the  applicant  has  perfected  such 
an  alternative  plan,  we  will  entertain  a  petition  for  the  reopen- 
ing of  this  proceeding  for  further  consideration." 

The  applicant's  branch  at  Marshland  on  the  east  side  of  the 
Mississippi  River  connects  with  the  C.  &  N.  W.  One  mixed  train 
a  day  each  way  is  operated  by  the  applicant  over  the  Northwest- 
ern between  Marshland  and  Onalaska  under  trackage  rights. 
Between  Onalaska  and  LaCrosse,  that  train  is  carried  over  the 
applicant's  own  rails.  The  Green  Bay  &  Western  pays  $7,000  a 
year  for  the  privilege  of  operating  a  train  over  the  tracks  of  the 
Northwestern.  The  trackage  agreement  is  terminable  by  either 
party  by  30  days'  notice.  The  Green  Bay  &  Western  is  afraid 
the  C.  £  N.  W.  may  cancel  the  contract  or  increase  the  rent. 
Under  the  Commission's  decision  the  Green  Bay  &  Western 
may  terminate  the  trackage  arrangement  between  Marshland 
and  Onalaska,  but  it  may  not  abandon  its  own  rails  between 
Onalaska  and  LaCrosse. 

The  protestants,  the  Railroad  Commission  of  Wisconsin  and 
the  city  of  LaCrosse,  pointed  out  that  the  abandonment  of  serv- 
ice by  the  Green  Bay  &  Western  to  and  from  LaCrosse  would 
compel  them  to  ship  to  points  on  the  applicant's  main  line  over 
the  Northwestern  or  the  Burlington  via  the  connection  at  Marsh- 
land or  East  Winona  and  that  would  subject  them  to  the  pay- 
ment of  rates  based  on  the  Wisconsin  distance  tariff  or  full  com- 
•binations  of  locals.  They  contended  that  they  would  be  unable 
to  pass  the  freight  charges  on  to  their  customers  and  therefore 
they  would  be  driven  out  of  the  territory  by  the  competition  of 
Winona.  They  have  had  the  benefit  of  the  branch  line  for  about 
45  years.  LaCrosse  made  a  considerable  donation  to  the  Green 
Bay  &  Western  in  the  aid  of  its  construction,  in  order  to  secure 
its  competition  with  the  only  trunk  line  then  in  operation  from 
LaCrosse  north.  The  branch  line  serves  the  pumping  station 
of  the  LaCrosse  water  works,  the  heating  plant  of  the  state 
normal  school  and  the  local  gas  and  electric  company.  There 
are  also  four  industries  which  have  no  transportation  service 
other  than  that  furnished  by  the  branch  line. 

In  support  of  its  application  the  Green  Bay  &  Western 
showed  that  the  cost  of  the  construction  of  the  6.38  miles  of  its 
line  in  1876  was  $114,319;  that  from  1911  to  1920,  both  inclusive, 
the  operating  revenue  of  the  entire  branch  between  Marshland 
and  LaCrosse  was  $25,957,  and  the  operating  expense  was  $223,- 
433,  leaving  an  operating  deficit  of  $197,476.  These  figures  were 
obtained  by  allocating  revenues  and  general  expenses  to  the 
branch  on  a  mileage  basis,  and  the  actual  train  expense  and 
maintenance  items  as  they  appeared  on  the  books.  The  Green 
Bay  &  Western  said  that  if  one  of  the  trunk  lines  would  pur- 
chase and  operate  the  two  miles  of  line  south  of  Grand  Crossing 
the  purchaser  could  render  the  service  that  is  now  being  per- 
formed by  the  branch  line. 

The  chief   contention    of   the   applicant,   however,   was   that 


since  the  branch  line  could  not  be  operated  so  as  to  be  self-sus- 
taining,  it  would   be  justified  in  abandoning  the  service. 

After  stating  the  facts  with  regard  to  the  dividends  in  1919 
and  the  generally  satisfactory  condition  of  the  road  for  the  last 
seven  years,  the  Commission  said  it  had  uniformly  been  held 
that  the  cessation  of  a  particular  service  was  not  to  be  justified 
merely  because  it  resulted  in  a  loss  when  the  service  or  branch 
was  considered  by  itself  and  that  consideration  must  be  given 
to  the  business  as  a  whole.  In  support  of  that  contention  the 
Commission  cited  a  line  of  cases  arising  under  decisions  of  state 
commissions,  beginning  with  Atlantic  Coast  Line  vs.  North 
Carolina  Corp.  Com.,  206  U.  S.  1,  and  ending  with  Milwaukee 
Railway  &  Light  Co.  vs.  Com.  (Wis.),  177-N.  W.  25. 

"Applying  the  principle  of  the  above  decisions,"  said  the  Com- 
mission, "it  is  clear  that  the  results  of  the  operation  of  the 
branch  in  question,  when  reflected  in  the  accounts  of  the  system 
as  a  whole,  are  not  such  as  to  call  for  the  granting  of  relief  in 
view  of  the  showing  made  as  to  the  public  need  for  the  service. 
This  is  not  a  case  where  the  demand  for  continued  service  is 
so  small  and  unimportant  as  to  permit  the  cessation  of  such 
service  irrespective  of  the  profits  or  losses  incurred  in  the 
operation." 


RATE  COMMITTEE  PROCEDURE 

A  paragraph  in  the  agreement  reached  between  the  National 
Industrial  Traffic  League  special  committee  and  the  railroad 
traffic  executives  with  respect  to  matters  handled  by  the  railroad 
rate  committees  reads  as  follows: 

When  shippers'  representatives  have  been  so  advised  and  such 
representatives  promptly  advise  the  chairman  of  the  railroad  commit- 
tee that  a  conference  is  desired  with  one  or  more  of  the  traffic  execu- 
tives directly  involved,  the  publication  of  the  change  will  be  delayed 
until  an  opportunity  is  given  the  shippers'  representatives  to  confer 
with  such  executives. 

President  Chandler  of  the  League  recently  had  a  conference 
on  this  subject  with  some  members  of  the  Southern  committee 
and  as  a  result  of  that  conference  Mr.  Airey,  chairman  of  the 
carriers'  committee  representing  Southern  territory,  wrote  Mr. 
Caldwell,  chairman  of  the  Southern  Freight  Rate  Committee,  as 
follows  : 

This  will  confirm  the  understanding  that  the  provision  in  question 
contemplates  that  when  shippers'  representative  is  advised  that  the 
rate  committee's  conclusion  is  that  favorable  action  cannot  be  taken 
upon  the  subject  in  which  he  is  interested  and  such  representative 
desires  further  consideration  by  interested  executive  officers  or  traffic 
officials,  notice  to  that  effect  will  be  given  you  as  chairman,  and  the 
further  understanding  is  that  publication  of  the  rates  will  be  with- 
held for  a  reasonable  length  of  time  to  afford  shippers'  representative 
an  opportunity  for  handling  as  outlined.  While  no  time  limit  was 
fixed  to  govern  the  rate  committee  in  issuing-  its  rate  advice  after 
being  notified  by  shippers'  representative  it  was  the  expressed  view 
of  Mr.  Chandler  that  publication  should  not  be  delayed  longer  than  ten 
days,  if  in  the  meantime  you  have  not  heard  further  from  shippers' 
representative.  In  other  words,  this  is  a  matter  which  will  be  left 
to  your  discretion. 

The  League,  in  a  cicular  to  members,  says: 

Although  no  attempt  has  been  made  to  define  what  would  be  a 
reasonable  time  within  which  to  notify  the  chairman  of  the  railroad 
committee  that  a  conference  with  the  railroad  executives  would  be 
requested,  members  of  the  league,  and  shippers  generally,  should 
immediately  notify  the  chairman  of  the  railroad  rate  committee  that 
a  conference  with  the  traffic  executives  is  desired. 

Any  member  appearing  before  a  freight  rate  committee  or  pro- 
testing changes  knows  the  position  which  he  will  take  and  there  is 
no  excuse  for  any  delay  after  he  has  been  advised  of  the  action  taken 
by  the  rate  committee. 

It  is  realized,  of  course,  that  shippers  located  at  points  some  dis- 
tance from  rate  committees  will  not  be  able  to  notify  the  railroad 
committee  chairman  as  promptly  as  others  located  nearby  and  it  mav 
become  necessary  to  endeavor  to  determine  upon  a  definite  time 
within  which  such  notices  will  have  the  effect  of  withholding  pub- 
lication of  the  tariffs.  It  is  believed,  however,  that  if  our  members 
will  proceed  without  delay  to  give  notice,  in  cases  where  they  desln 
work  renC6  ?  machinery  wil1  be  speeded  up  and  the  plan  Will 


PETITIONS  FOR   REHEARING 

Complainant  in  No.  12236,  Providence  Fruit  &  Produce  Ex- 
change vs.  S.  A.  L.  et  al.,  has  asked  the  Commission  to  grant 
another  hearing  in  that  case. 

The  Director-General  has  asked  for  a  reargument  in  No. 
11252,  Virginia-Carolina  Chemical  Co.  vs.  Director-General  et  al. 

The  Director-General  has  filed  a  second  petition  for  rehear- 
ing in  No.  11400,  Atlantic  Refining  Co.  vs.  Director-General  et  al. 
The  first  petition  for  rehearing  in  this  case,  filed  by  the  Director- 
General,  was  denied. 

Complainant  in  No.  11354,  Producers'  Refining  Co.  vs.  Di- 
rector-General, G.  C.  &  S.  F.  et  al.,  has  asked  the  Commission 
to  grant  a  rehearing  therein. 

The  Director-General  has  asked  for  a  rehearing  or  reargu- 
ment in  No.  11593,  Walter  S.  Dickey  vs.  Director-General. 


LOAN   TO   A.  C.  &   Y. 

The  Commission  has  approved  a  loan  of  $212,000  to  the  Akron, 
Canton  &  Youngstown  Railway  to  aid  the  company  in  meeting 
its  maturing  indebtedness  and  in  providing  itself  with  equip- 
ment and  other  additions  and  betterments. 
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Decisions  of  Interstate  Commerce  Commission 


WASHINGTON  GRAIN  RATES 

Commissioner  Eastman,   in   a   supplemental    report   on   No. 

8,  Public  Service  Commission  of  Oregon  vs.  Oregon-Wash- 
ington Railroad  &  Navigation  Co.,  Director-General,  et  al., 
opinion  No.  7022,  62  I.  C.  C.,  633-5,  agreed  so  completely  with 
his  colleagues  in  disposing  of  one  of  the  state  rate  cases  that 
he  wrote  i he  opinion,  and  not,  as  usual,  a  dissent.  In  the  case 
in  question  the  Commission  anounced  its  conclusion  that  the 
Washington  state  rates  on  grain  and  grain  products  from  part 
of  i  lie  Columbia  River  basin  to  the  Puget  Sound  ports  was  un- 
duly prejudicial  against  Portland  and  Vancouver  to  the  extent 
that  they  are  under  the  level  of  the  rates  prescribed  by  the 
Commission  in  its  chief  report  on  the  case. 

Carriers  are  required  by  the  order  in  this  case,  which,  East- 
man said,  was  issued  to  "prevent  confusion  and  to  insure  the 
execution  of  these  findings,"  to  remove  the  undue  preference  for 
the  Puget  Sound  cities,  chief  of  which  are  Seattle  and  Tacoma, 
on  or  before  September  28,  by  establishing  the  same  rates  for 
application  over  the  intrastate  routes  that  the  carriers  put  into 
effect  over  interstate  routes  on  July  21.  They  filed  the  same 
rates  for  application  over  the  Washington  routes  that  they  filed 
for  application  over  the  interstate,  but  the  Washington  com- 
mission suspended  them  for  ninety  days  from  July  1.  The 
suspension  period  will  expire,  unless  cancelled  by  the  Washing- 
ton commission,  just  about  the  time  the  carriers  are  required 
by  the  Commission's  order  to  make  the  rates  operative. 

No  discussion  of  the  case,  from  a  law  point  of  view,  is 
contained  in  the  report.  Commissioner  Eastman  restated  the 
issues,  reproduced  the  findings  made  in  the  first  report  and 
then  stated  the  conclusion  of  the  Commission  to  be  that  the 
rates  which  were  made  operative  on  interstate  routes  on  July  1 
would  be  the  ones  to  apply  over  the  state  routes.  The  finding 
in  the  supplemental  report,  like  the  one  in  the  main  report,  is 
that  the  relationship  between  class  and  commodity  rates  is  not 
unduly  prejudicial,  unduly  preferential  or  otherwise  unlawful. 
Commissioners  Aitchison  and  Campbell  did  not  participate  in 
the  case.  Mr.  Aitchison  is  the  author  of  the  Oregon  law  and 
was  a  member  of  the  commission  of  that  state  before  coming  to 
Washington.  Portland,  the  real  complainant  in  the  case,  is  his 
home.  Commissioner  Campbell  did  not  become  a  commissioner 
in  time  to  hear  the  case. 
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TOO  MANY  INCREASES  APPLIED 

A  ruling  that,  it  is  believed,  will  be  important  to  many 
shippers  was  laid  down  by  the  Commission  in  a  decision  on 
No.  11154,  Sligo  Iron  Store  Co.  vs.  Western  Maryland,  Director- 
General,  as  agent,  et  al.,  opinion  No.  7024,  62  I.  C.  C.,  643-5,  in 
the  syllabus  of  which  the  Commission  said  that  a  shipment  of 
coal  from  Coketon,  W.  Va.,  to  Lamar,  Colo.,  had  been  found  to 
have  been  overcharged  and  reparation  was  awarded. 

Complainant,  a  Missouri  corporation,  alleged  that  the 
charges  collected  on  one  carload  of  prepared,  fine,  smithing  coal 
from  Coketon,  W.  Va.,  to  Lamar,  Colo.,  shipped  February  3, 
1919,  were  unjust  and  unreasonable,  because  and  to  the  extent 
that  more  than  one  increase  had  been  applied  in  making  up 
the  triple  combination  through  rate. 

The  shipment  weighed  102,000  pounds  and  a  rate  of  $9.20  a 
ton  was  imposed.  No  joint  through  rate  being  applicable,  the 
through  charge  was  made  on  full  combination.  The  defendants 
contended  that  the  combination  amounted  to  $8.70  and  refunded 
to  that  basis.  The  complainant  contended  that  the  combination 
amounted  to  only  $8  a  ton,  and  based  its  contention  on  a  provi- 
sion in  the  Santa  Fe  tariff,  which  named  the  rate  from  Kansas 
City  to  Lamar.  That  provision  was  and  is  as  follows: 

When  the  total  charge  on  a  through  continuous  movement  of  ship- 
ments of  coal  and  coke  is  constructed  by  combination  of  separately 

Wished  commodity  rates,  applying  to  (or  from)  junction  points, 
llrst  determine  the  through  combination  of  rates  in  effect  on  June  24, 
l:ux.  and  then  increase  such  through  combination  of  rates  by  the 
amount  set  below  *  *  *. 

The  Commission,  in  its  report,  called  that  an  equalizing 
clause,  although  traffic  men  will  probably  not  regard  it  as  being 
what  the  Commission  called  it.  At  the  time  the  shipment  moved, 
the  tariffs  carrying  rates  to  Kansas  City  had  not  been  brought 
into  agreement  with  the  Santa  Fe  tariff.  They  carried  no  such 
rule.  The  railroads  in  defending  the  $8.70  combination  rate, 
said  that  the  other  tariffs  had  not  been  corrected  because  of 
pressure  of  work. 

No  attack  was  made  on  the  reasonableness  of  any  factor  in 
the  through  rate,  the  Commission's  report  said.  The  only  ques- 
tion was  whether  the  applicable  rate  should  not  have  been  con- 
structed by  the  addition  of  a  single  increase  to  the  combination 
of  the  factors  in  effect  June  24,  1918.  In  disposing  of  that  ques- 
tion, the  Commission  said: 


In  the  i 
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mCM  similar  to  the  one  here  presented  have  several  times 
light  to  our  attention  Informally.  These  cases  Include  situ- 
hen- the  delivering  carrier  IB  the  only  line  which  publishes  the 
K  eliui.se  and  the  tariffs  of  the  other  carriers  participating 
(ivernent  do  not  publish  the  clause  or  refer  to  any  other  tariff 


.  ibllshes  such  a  rule.  In  those  cases  we  have  ruled  that  where 
one  of  the  tariffs  used  In  making  combination  rates  on  through  ship- 
ments contains  a  rule  that  such  rates  will  be  subject  to  the  Increase 
but  once,  there  Is  a  holding  out  to  the  shipper  of  the  rate  so  con- 
structed which  the  carrier  should  protect. 

CHARGE  FOR  HOLDING  GRAIN 

In  a  report  written  by  Commissioner  Hall  on  No.  10929, 
Grain  &  Hay  Exchange  of  Pittsburgh  VB.  Baltimore  &  Ohio, 
Director-General,  et  al.,  opinion  No.  7012,  62  I.  C.  C.  506-9,  the 
Commission  condemned,  as  unjust,  unreasonable,  and  unduly 
prejudicial,  the  rule  of  the  carriers  providing  for  the  assessment 
of  a  charge  for  the  reconsignment  of  shipments  of  track  grain 
held  at  Pittsburgh  for  inspection  and  grading.  The  charge  for 
that  service  was  $2  a  car  and  was  assessed  on  and  after  Feb- 
ruary 1,  1915.  The  charge  was  not  assessed  on  track  grain  at 
Indianapolis,  Cleveland  and  Toledo,  points  served  by  the  Penn- 
sylvania, nor  at  Albion,  Kimmel  and  Napanee,  Ind.,  and  Defiance, 
Deshler,  Fredericktown,  Lexington,  Mansfield,  Mt.  Vernon,  Tif- 
fin and  Warren,  O.,  points  served  by  the  B.  &  O.  Both  carriers 
imposed  the  $2  charge  at  Pittsburgh. 

The  holding  of  grain  for  inspection  and  grading  is  obliga- 
tory, the  law  requiring  inspection  arid  grading  before  final  de- 
livery. Early  in  1917  the  carriers  put  Pittsburgh  on  a  footing 
of  equality  with  other  cities  by  removing  the  charge  for  recon- 
signment after  grading  and  inspection.  The  defendants  con- 
tested the  right  of  complainants  to  maintain  a  claim  for  repara- 
tion in  this  proceeding  on  the  ground  that  it  did  not  itself  pay 
any  of  the  charges  and  was  not  empowered  by  its  charter  to 
bring  suit  on  behalf  of  its  members.  Commissioner  Hall  re- 
marked that  the  grain  exchange  had  specifically  named  its 
members  who  had  paid  charges  and  in  whose  behalf  the  prayer 
for  reparation  was  made.  He  said  the  members  were  co-com- 
plainants with  the  exchange,  although  not  styled  such  in  the 
caption  of  the  complaint.  On  a  question  of  jurisdiction,  Com- 
missioner Hall  said  that  the  claims  of  the  members  of  the  ex- 
change named  in  the  complaint  based  on  cause  of  action  which 
arose  within  two  years  prior  to  federal  control  were  not  barred 
by  the  statute.  The  Commission  held  that  the  imposition  of 
the  $2  charge  at  Pittsburgh  while  contemporaneously  the  car- 
riers permitted  reconsignment  without  charge  at  Cleveland  and 
at  other  competitive  points  in  Central  Freight  Association  ter- 
ritory under  like  conditions,  was  unduly  prejudicial  as  well  as 
unjust  and  unreasonable. 


APPLES,   CALIFORNIA  TO  ARIZONA 

The  Commission  has  condemned  as  unreasonable  a  rate  of 
$1.09%  on  apples  from  Watsonville,  Calif.,  to  Phoenix,  Ariz., 
charged  on  a  shipment  moving  in  March,  1920,  because  and  to 
the  extent  that  it  exceeded  $1.04  in  No.  11353,  Traffic  Bureau, 
Chamber  of  Commerce  Phoenix,  Ariz.,  et  al.  vs.  Southern  Pacific 
et  al.,  opinion  No.  7010,  62  I.  C.  C.  500-2,  and  awarded  repara- 
tion. Reparation  is  also  to  be  made  on  shipments  made  since 
the  complaint  was  filed.  The  rate  of  $1.04  is  to  be  published 
on  or  before  September  23.  Commissioner  Hall  dissented  on 
that  part  of  the  judgment  which  orders  reparation  on  shipments 
made  since  the  filing  of  the  complaint.  He  said  the  Commission 
had  no  evidence  of  shipments  of  that  kind,  of  injury  to  com- 
plainants or  of  resulting  damage. 


RAIL  AND  WATER  RATES 
The  Commission,  in  a  report  on  1. 
water  rates  on  plaster  from  Southard, 
Brooklyn,  opinion  No.  7033,  62  I.  C.  C. 
the  proposed  cancellation  of  the  joint 
cement  plaster  mentioned  in  the  title  of 
schedules  are  to  be  canceled  and  the 


ON  PLASTER 
and  S.  No.  1332,  rail  and 
Okla.,  to  New  York  and 
685,  has  held  unjustified 
rail  and  water  rates  on 
the  case.  The  suspended 
proceeding  discontinued. 


PREJUDICE  AGAINST  KNOXVILLE 

An  order  requiring  the  carriers  to  remove  undue  prejudice 
against  Knoxville,  Tenn.,  on  or  before  December  1,  has  been 
made  in  No.  10837,  Security  Mills  &  Feed  Co.  vs.  Southern  Ry., 
Director-General,  et  al,  opinion  No.  7028,  62  I.  C.  C.  657-68. 

The  complaint  was  that  the  rates  on  cottonseed  meal,  pea- 
nut oilcake  meal,  velvet  bean  meal,  soya  bean  meal,  palm-kernel 
meal  and  copra  meal  from  points  of  production  in  the  south- 
ern states  to  Knoxville  and  the  rates  on  mixed  feed  from  Knox- 
ville to  points  of  consumption  in  Virginia  and  Carolina  terri- 
tories and  north  of  the  Potomac  River  were  unreasonable  and 
unduly  prejudicial. 

The  Commission  made  an  elaborate  review  of  the  rates  on 


268 


THE    TRAFFIC    WORLD 


Vol.  XXVITI,  No.  6 


these  raw  materials  for  manufacturing  mixed  feeds  to  Knox- 
ville  and  on  the  manufactured  product  from  Knoxville  and  came 
to  the  following  conclusions: 

That  the  rates  on  meal  to  Knoxville  are  not  unreasonable, 
but  unduly  prejudicial  to  the  extent  that  they  exceeded  or  may 
exceed  on  a  distance  basis,  the  contemporaneous  rates  to  Nash- 
ville; that  those  on  peanut  oil  cake,  soya  bean,  velvet  bean, 
palm  kernel  and  copra  meal  to  Knoxville  are  unduly  prejudicial 
to  the  extent  that  they  are  higher  in  relation  to  rates  on  cotton- 
seed meal  than  the  contemporaneous  rates  on  like  traffic  to 
Nashville,  Memphis,  Louisville  and  Cincinnati;  that  the  rates 
on  mixed  feed  from  Knoxville  are  not  unreasonable  but  that 
as  to  points  on  the  lines  of  the  defendants  on  and  south  of  the 
rails  of  the  Southern  extending  from  Greensboro  to  Goldsboro, 
N.  C.,  they  are  unduly  prejudicial  because  and  to  the  extent 
that  they  exceed  on  a  distance  basis  the  contemporaneous  rates 
on  like  traffic  from  Nashville,  with  a  minimum  differential  of 
four  cents  lower  than  the  latter  rates,  and  to  the  extent  that 
they  exceed  the  lowest  contemporaneous  rate  on  like  traffic 
from  Memphis,  Louisville  or  Cincinnati,  and  that  as  to  points 
north  of  the  line  of  the  Southern  the  rates  are  unduly  prejudicial 
to  the  extent  that  they  exceed  those  from  Nashville  or  Memphis. 

In  fourth  section  order  No.  8023,  the  Commission  denied 
relief  on  cottonseed  meal  from  Memphis  to  Bristol;  on  mixed 
feed  from  Memphis  and  Nashville  to  Bristol  they  are  forbidden 
to  make  rates  lower  than  those  from  Knoxville  and  other  inter- 
mediate points;  and  on  mixed  feed  from  Memphis  and  Louis- 
ville to  Raleigh,  rates  which  are  lower  than  from  Knoxville  and 
other  intermediate  points;  and  on  mixed  feed  from  Memphis 
and  Nashville  to  Norfolk  and  Baltimore,  rates  which  are  lower 
than  from  Knoxville  and  other  intermediate  points. 

The  rates  involved  in  this  case  are  to  be  lined  up  on  or 
before  December  1,  on  statutory  notice. 

CARLOAD  INTERCHANGE  CHARGE 

A  finding  of  unreasonableness  as  to  charges  for  interchang- 
ing inbound  interstate  business  between  the  Pennsylvania  ana 
the  Reading  at  Downingtown,  Pa.,  has  been  made  in  No.  11760, 
Frank  P.  Miller  Paper  Co.  et  al.  vs.  Pennsylvania  and  Philadel- 
phia &  Reading,  opinion  No.  7040,  62  I.  C.  C.  705-9.  At  present 
the  rate  is  56  cents  per  ton  plus  $7  per  car.  The  tariffs  of  both 
defendants  provide  that  such  charges  are  applicable  on  carload 
traffic  moved  from  a  private  siding  or  team  track  of  one  de- 
fendant to  a  private  siding  or  a  team  track  on  the  other.  The 
tariffs  further  provide  that  such  charges  are  applicable  on  car- 
load traffic  except  coal  and  coke  originating  at  points  beyond 
Downingtown  on  which  one  of  the  defendants  has  received  H 
road  haul  and  which  is  reconsigned  without  having  broken  bulk. 
There  is  no  provision  for  absorption  by  either  defendant.  There 
are  no  other  local  switching  charges  at  Downingtown  except 
on  coal  and  coke.  The  Commission  found  that  the  failure  of 
defendants  to  provide  for  the  absorption  of  such  charges  is  not 
unreasonable,  unjustly  discriminatory  or  unduly  prejudicial. 
A  further  finding  is  that  the  failure  of  defendants  to  interchange 
outbound  carload  traffic  at  Downingtown  and  to  provide  charges 
therefor  is  not  unreasonable,  unjustly  discriminatory  or  unduly 
prejudicial.  The  Pennsylvania  hauls  90  per  cent  of  the  tonnage 
to  and  from  Downingtown  and  of  the  13  industries  having  rail- 
road connection  11  are  on  the  Pennsylvania  and  two  are  on  the 
Reading.  No  industry  is  served  by  both  railroads,  the  physical 
conditions  making  that  practically  impossible. 


COAL,   KENTUCKY  TO    IOWA 

An  order  of  dismissal  has  been  entered  in  No.  10741,  Cedar 
Rapids  Gas  Co.  vs.  C.  R.  I.  &  P.,  Director-General,  et  al.,  opinion 
No.  7023,  62  I.  C.  C.  636-42,  holding  that  rates  on  coal  from 
Jenkins  and  McRoberts,  Ky.,  to  Cedar  Rapids,  la.,  are  not  un- 
reasonable, unjustly  discriminatory  or  unduly  prejudicial.  The 
Commission  reiterated  that  it  had  repeatedly  held  that  the  law- 
fulness of  rates  cannot  be  determined  entirely  by  a  construction 
of  General  Order  No.  28.  It  said  that  while  the  tables  and 
statements  of  rates  and  distances  disclosed  that  the  factors  west 
of  the  gateway  were  on  higher  bases  than  were  the  factors  up 
to  the  gateways,  the  ton-mile  earnings  and  the  bulk  of  coal 
rates  in  evidence  showed  that  the  assailed  rates  were  not  in 
contravention  of  the  law.  Chairman  Clark  and  Commissioner 
Eastman  dissented,  but  did  not  write  a  separate  report. 


GENESEE  &  WYOMING  A  COMMON  CARRIER 
In  a  report  on  the  Genesee  &  Wyoming,  involved  in  the 
second  industrial  railways  case,  Docket  No.  4181,  and  I.  and  S. 
No.  414,  opinion  No.  7032,  62  I.  C.  C.  680-4,  the  Commission  held 
the  Genesee  &  Wyoming,  the  stock  of  which  is  owned  by  stock- 
holders of  the  International  Salt  Company,  to  be  a  common  car- 
rier subject  to  the  interstate  commerce  act  and  entitled  to  par- 
ticipate in  joint  rates  with  its  trunk  line  connections.  As  in 
other  industrial  railway  cases,  the  Commission  said  that  its 
divisions  must  be  no  more  than  just  and  reasonable  and  a  com- 
plete statement  of  the  arrangements  entered  into  must  be  filed 
upon  their  confirmation.  The  G.  &  W.  is  to  come  under  the 


modified  general  avearge  agreement  which  puts  it  in  a  class 
intermediate  between  a  shipper  and  a  carrier  not  blessed  or 
cursed  with  industrial  ownership  of  its  stock. 

PIG  IRON  REPARATION  REPORT  AMENDED 
In  a  seventh  supplemental  report  on  No.  4800,  Sloss-Sheffield 
Steel  &  Iron  Co.  et  al.  vs.  Louisville  &  Nashville,  opinion  No. 
7025,  62  I.  C.  C.  646-7,  the  Commission  corrected  misunderstand- 
ings in  prior  reports  which  caused  errors  in  checking  the  rep- 
aration claims.  On  account  of  the  modifications,  it  has  restated 
the  amounts  due  to  the  Alabama  Company,  the  Sloss-Sheffield 
and  the  Woodward  Iron  Company  from  the  Louisville  &  Nash- 
ville, Alabama  Great  Southern,  St.  Louis-San  Francisco,  Illinois 
Cental,  Mobile  &  Ohio,  Southern  Railway  Company  and  Atlanta, 
Birmingham  &  Atlantic. 


INDIANA  RATES,  FARES,  AND  CHARGES 

In  a  report  on  further  hearing  written  by  Commissioner 
Meyer  on  No.  11894,  Indiana  Rates,  Fares  and  Charges,  opinion 
No.  7026,  62  I.  C.  C.  648-54,  the  Commission  disposed  of  two 
points  reserved  by  it  in  its  report  in  the  case  involving  Indi- 
ana intrastate  rates,  fares  and  charges. 

In  this  supplemental  report,  the  Commission  held  that  on 
evidence  in  the  further  hearing,  it  was  not  warranted  in  changing 
rates  on  logs  between  points  in  Indiana  on  intrastate  traffic 
prescribed  by  it  in  the  original  report.  That  holding  means 
that  the  petition  of  the  log  interests  in  Indiana  has  been  denied. 
The  log  men  contended  that  rates  on  their  commodity  applicable 
interstate  on  lines  in  the  southeast,  some  of  which  operate  in 
Indiana,  are  discriminatory  and  unduly  prejudicial  as  compared 
with  the  rates  on  logs  applicable  intrastate  in  Indiana  and  that 
such  intrastate  rates  are  unreasonable.  They  asked  the  Com- 
mission to  "uproot  the  entire  log  rate  situation  in  Indiana  and 
substitute  therefor  a  rate  basis  that  will  be  reasonable,  just, 
equitable  and  non-discriminatory."  In  the  original  report,  the 
Commission  said  that  the  existing  intrastate  commodity  rates 
on  logs  in  Indiana  had  been  shown  by  shippers  to  be  much 
higher  than  those  applying  intrastate  and  interstate  for  similar 
distances  on  certain  lines  in  the  southeast.  Notwithstanding 
that  showing  in  the  original  hearing,  the  Commission  concluded 
that  the  Indiana  scale  in  effect  prior  to  August  26,  1920,  if  in- 
creased 40  per  cent,  would  compare  favorably  with  the  then 
existing  interstate  rates  in  Central  territory.  It  said  that  what 
the  shippers  in  Indiana  desired  was  a  much  reduced  scale  of 
log  rates  for  general  application  in  Indiana  and  the  rest  of 
Central  Freight  Association  territory. 

The  Indiana  log  shippers  were  really  trying  to  have  re- 
moved the  discrepancies  in  log  rates  existing  in  the  two  distinct 
territories.  In  the  report  on  further  hearing,  Commissioner 
Meyer  said  .there  appeared  to  be  no  method  whereby  the  dis- 
crepancies between  Official  and  Southern  classification  terri- 
tories could  be  corrected  in  this  proceeding  even  if  it.  had  been 
shown  to  be  unjustly  discriminatory  or  unduly  prejudicial. 

Another  matter  reserved  when  the  original  report  was  made 
was  that  of  rates  on  coal  for  distances  of  less  than  30  miles.  The 
Commission  came  to  the  conclusion  that  what  was  said  at  the 
further  hearing  did  not  warrant  a  modification  of  the  order  in 
the  original  case. 

Commissioner  Hall,  concurring  in  part,  said  that  he  was  in 
accord  with  the  majority  of  his  colleagues  except  as  to  rates  on 
coal  for  hauls  of  less  than  30  miles.  That  distinction,  he  said, 
based  as  it  was  on  mileage,  should  be  eliminated  from  the  Com- 
mission's former  report  and  order.  As  the  matter  now  stood, 
he  said,  if  the  haul  was  greater  than  30  miles  the  order  applied; 
if  less,  it  did  not  apply  and  yet,  he  said,  the  rate  might  be  the 
same  for  both  hauls.  The  coal  measures  underlying  Ohio,  Indi; 
ana  and  Illinois,  Mr.  Hall  said,  do  not  break  at  state  lines  and 
no  reason  appeared  why  a  disparity  in  rates  for  25  mile  hauls, 
one  of  which  crosses  the  state  line  and  the  other  does  not,  may 
not  be  as  unjust  in  its  discriminations  against  interstate  com- 
merce as  where  both  hauls  are  for  30  or  100  miles. 

Commissioners  Campbell  and  Lewis  did  not  participate  in 
the  disposition  of  this  case. 


OLD  LEAVENWORTH  CASE  DECIDED 

An  old  timer  was  wished  on  Commissioner  Esch  by  his 
colleagues  when  the  card  index  was  arranged,  so  that  it  became 
his  duty  to  write  the  report  on  No.  10454,  Leavenworth  Chamber 
of  Commerce  vs.  Leavenworth  &  Topeka  R.  R.  Co.,  Director- 
General,  et  al.,  opinion  No.  7038,  62  I.  C.  C.  697-700.  Before  Mr. 
Esch  was  told  to  try  his  hand  at  it,  there  had  been  three  hear- 
ings and  as  many  proposed  reports  issued.  To  the  last  of  the 
proposed  reports  no  exceptions  were  filed. 

Mr.  Esch  reported,  without  dissent  from  any  of  his  col- 
leagues, that  the  increased  charges  of  the  Leavenworth  &  To- 
peka for  switching  interstate  shipments  to  and  from  team  tracks 
at  Leavenworth  were  and  are  unreasonable  to  the  extent  that 
they  exceed  $5  per  car;  and  further,  that  the  increased  charges 
of  the  same  line  for  switching  between  industries  and  connect- 
(Continued  on  page  274) 
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Tentative  Reports  of  the  Commission 


OMAHA  LIVE  STOCK  SWITCHING 

As  Kxiiminer  Leo  J.  Plynn  reads  the  fifth  paragraph  of  sec- 
tion 15  of  the  interstate  commerce  act,  it  is  no  violation  of  tlw 
law  for  the  line  haul  carriers  to  refuse  to  absorb  the  full  amount, 
of  the  charges  assessed  for  switching  carload  shipments  of  ordi- 
nary live  stock  to  or  from  the  stock  yards  at  Omaha.  There- 
fore, in  a  report  on  No.  12048,  Omaha  Live  Stock  Exchange  vs. 
c.  M.  &  St.  P.  et  al.,  he  has  recommended  three  holdings  as 
follows: 

I.     That   It   is  not   unlawful   in   violation   of   .section   15    (a)   of  the 

IlltcrsMIe   1'ilMlUlurcO  Act. 

L'.     Tim!     it    not    unduly     prejudicial    against    Onmlm    and    unduly 
•  Tcntial   of   other  live  stock    markets    where    the   carriers   are   said 
to  absorb  the  whole  charge. 

3.     That   it   is   not    unduly    prejudicial  against  the  live  stock   traffic 
n.-iha  and  unduly  preferential  of  dead  freight  on  which  all  switch- 
Ing    charges    are    absorbed    at    Omaha.      He    thinks    the    Commission 
shinilil   dismiss   the  case. 

The  line  haul  carriers  leave  unabsorbcd  75  cents  per  car  on 
ordinary  live  stock.  Complainants  contend  that  that  failure  to 
absorb  constitutes  a  violation  of  the  fifth  paragraph  of  section 
15,  which  says,  "transportation  wholly  by  railroad  of  ordinary 
live  stock  in  carload  lots  destined  to  or  received  at  public  stock 
yards  shall  include  all  necessary  service  of  unloading  and  re- 
loading .en  route,  delivery  at  public  stock  yards  of  inbound  ship- 
ments into  suitable  pens  and  receipt  and  loading  at  such  yards 
of  outbound  shipments,  without  extra  charge  therefor  to  the 
shipper,  consignee  or  owner,  except  in  cases  where  the  unload- 
ing or  reloading  en  route  is  at  the  request  of  the  shipper,  con- 
signee or  owner,  or  to  try  an  intermediate  market,  or  to  comply 
with  quarantine  regulations.  The  Commission  may  prescribe 
or  approve  just  and  reasonable  rules  governing  each  of  such  ex- 
cepted  services.  Nothing  in  this  paragraph  shall  be  construed 
to  affect  the  duties  and  liabilities  of  the  carriers  now  existing 
by  virtue  of  law  respecting  the  transportation  of  other  than 
ordinary  live  stock,  or  the  duty  of  performing  service  as  to 
shipments  other  than  those  to  or  from  public  stock  yards." 

The  complainant  contended  that  the  effect  of  this  enactment 
is  to  enlarge  the  term  "transportation"  as  applied  to  carload 
shipments  of  live  stock  destined  to  or  received  at  public  stock- 
yards so  as  to  require  among  other  services,  the  delivery  of 
inbound  shipments  and  the  operations  necessary  to  switch  the 
cars  to  or  from  public  stock  yards  without  any  charge  to  the 
shipper  over  and  above  the  line  haul  rate;  that  the  word  "de- 
livery" as  used  in  the  act  includes  all  services  performed  at 
destination  before  physical  possession  of  the  live  stock  can  be 
passed  from  the  line  haul  carrier  to  the  consignee  and  the  term 
••receipt"  embraces  all  of  the  services  incident  to  getting  the 
live  stock  from  the  possession  of  the  consignor  to  the  tracks, 
of  the  line-haul  carrier. 

The  defendants  took  the  position  that  section  15  (5)  dis- 
tinguishes between  the  charges  for  transportation  proper  and 
those  for  services  incidental  to  transportation  proper,  such  as 
loading  and  unloading  charges.  They  contended  that  the  charges 
assessed  for  switching  between  the  transfer  tracks  and  the  stock 
yards  are  for  transportation  proper  and  represent  part  of  the 
through  charges  from  point  of  origin  to  destination  and  do  not 
come  within  the  purview  of  the  section  referred  to. 

The  examiner  said,  in  effect,  that  the  testimony  offered  of 
the  purpose  of  Congress  in  enacting  the  amendment  was  unneces- 
sary because  the  language  was  not  ambiguous.  He  said  that  if 
the  complainant's  contention  was  that  the  amendment  includes 
the  service  of  switching  the  loaded  cars  from  the  stock  yards 
to  the  transfer  tracks  is  correct,  what  is  the  significance  of  the 
words,  "at  such  yards." 

"The  live  stock  having  been  received  and  loaded  at  the  pub- 
lic stock  yards,"  said  Plynn,  "for  which  service  no  charge  can 
lawfully  be  made  against  the  shipper,  consignee  or  owner,  there 
is  no  inhibition  in  the  amendment  against  the  assessment  of 
charges  for  service  performed  by  a  common  carrier  in  hauling 
the  loaded  cars  to  a  point  of  interchange  with  another  carrier 
having  a  line  haul.  Neither  does  the  amendment  forbid  the 
assessment  of  a  similar  charge  for  inbound  shipments." 

Adoption  of  the  recommendation  by  the  Commission  would 
make  it  possible  for  the  carriers  to  assess  upon  shippers  of  live 
stock  a  part  of  the  charge  of  the  stock  yards  railroads  in  addi- 
tion to  the  line  haul  rate. 


INCREASES  ON  WHEAT 

It  is  the  opinion  of  Examiner  Myron  Witters,  expressed  in 
a  proposed  report  on  No.  12338,  Charleston  Milling  Company  vs. 
Director-General,  as  agent,  that  when  the  general  order  No.  28 
.supplements  were  attached  to  tariffs  in  1918  the  rates  in  each 
tariff  were  increased  in  accordance  with  the  terms  of  the  special 
supplements,  even,  if,  in  so  doing,  the  through  rate  on  wheat 


was  increased  by  more  than  6  cents  per  100  poundH,  the  maxi- 
mum directed  to  be  observed.  The  question  as  to  the  construc- 
tion of  the  tariffs  arose  In  connection  with  shipments  of  wheat 
from  Sikeston  and  Benton,  in  southeastern  Missouri,  to  Atlanta, 
in  September  and  October,  1918. 

Combination  on  Cairo,  according  to  the  Director-General, 
amounted  to  36  cents.  The  complainant  alleged  that  the  com- 
bination amounted  to  only  35  cents  and  demanded  the  return 
of  one  cent.  The  dispute  arose  as  to  whether  Washburn's  Origin 
Basis  Book,  now  known  as  Speiden's,  carried  rates.  That  basis 
book  said  that  rates  to  the  southeast  would  be  four  cents  over 
Cairo.  The  complainant  contended  that  the  only  rate  that 
should  be  increased  was  the  rate  from  Cairo.  The  examiner  has 
recommended  a  holding  contrary  to  that  view.  He  said  the 
special  supplement  must  be  construed  as  being  attached  to  every 
tariff  enumerated  in  the  origin  book,  as  well  as  to  the  arbitrary 
itself. 


EXTENSION  OF  C.  B.  &  Q. 

Examiner  Henry  C.  Keene,  in  a  report  on  No.  11658,  Ezra 
W.  Cook  vs.  C.  B.  &  Q.,  recommended  that  the  Commission  deny 
the  petition  of  the  complainant  for  the  issuance  of  an  order 
under  paragraph  21  of  the  first  section,  which  would  require 
the  Burlington  to  extend  its  line  from  Ericson  to  Chambers,  Neb. 

Keene  discussed  the  law  question  involved,  pointing  out 
that  two  conditions  precedent  must  exist  before  such  an  order 
can  be  issued.  The  first  is  that  the  extension  is  reasonably 
required  in  the  interest  of  public  convenience  and  necessity  and 
second  that  the  expense  involved  will  not  impair  the  ability  of 
the  carrier  to  perform  its  duty  to  the  public. 

At  the  hearing,  the  Burlington  moved  to  dismiss  on  the 
ground  that  the  Commission  had  no  jurisdiction  and  that  the 
relief  sought,  if  granted,  would  deprive  the  respondent  of  its 
property  without  due  process  of  law  contrary  to  the  fifth  amend- 
ment to  the  federal  constitution.  The  motion  was  overruled 
and  the  points  were  argued  on  brief.  The  examiner  said  that 
the  question  of  jurisdiction  was  a  matter  to  be  determined  by 
the  courts  and  not  by  the  Commission,  which,  he  said,  adminis- 
tered acts  of  Congress  as  it  found  them. 

On  the  merits  of  the  proposition,  Keene  recommended  a 
denial  on  the  ground  that  the  extension  is  not  reasonably  re- 
quired in  the  interest  of  public  convenience  and  necessity.  He 
said  that  the  present  character  and  extent  of  production  in  the 
Chambers  territory  did  not  constitute  such  public  convenience 
and  necessity  as  would  be  requisite  to  warrant  the  issuance  of 
an  order  by  the  Commission. 


RATES  ON  PETROLEUM 

Failure  of  tariff  publishing  agents  to  comply  with  the  orders 
of  the  Director  General  to  commute  the  increases  decreed  by 
General  Order  28  on  petroleum  and  its  products  into  a  specific 
of  iy2  cents  is  not  reason  for  condemning  as  unreasonable  rates 
on  petroleum  and  its  products  increased  25  per  cent,  which 
were  ultimately  reduced  by  applying  the  specific  advance.  That 
is  what  Examiner  Burton  Fuller  recommended  the  Commission 
shall  hold  in  No.  12374,  Wofford  Oil  Company  et  al.  vs.  New 
Orleans  &  Northeastern,  Director-General,  et  al.  The  complain- 
ants alleged  that  the  charges  on  78  carloads  of  gasoline  from 
Mereaux  and  North  Baton  Rouge,  La.,  to  Birmingham  and  Ala- 
bama City  in  the  period  from  August  1-  to  November  1, 
1918,  were  unreasonable,  unjustly  discriminatory  and  unduly 
preferential. 

The  complainants  pointed  out  that  the  Director-General,  July 
11,  1918,  commuted  the  increases  on  oil  to  4t/£  cents  per  100 
pounds  and  said  that  that  commutation  should  be  immediately  af- 
fective. No  change  was  made  in  the  rate,  however,  until  Oc- 
tober 29.  Fuller  said  that  it  was  well  settled  that  a  failure  to 
adhere  strictly  to  the  terms  of  a  preliminary  order  of  the  Di- 
rector-General could  not  be  construed  as  defeating  the  validity 
of  the  rates  concerned.  In  support  of  that  he  cited  the  Com- 
mission's decision  in  Anaconda  Copper  Mining  Company  vs. 
Director-General,  57  I.  C.  C.  722.  The  examiner  said  that  the 
rates  from  Mereaux  and  North  Baton  Rouge  were  at  least  8 
cents  lower  than  any  of  the  rates  with  which  the  Director-Gen- 
eral had  made  comparison  and  that  distances  considered  the 
ton  mile  earnings  yielded  by  the  rates  under  attack  were  not 
excessive. 


COMPLAINTS  NOT  PROPERLY  FILED 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12325,  Wasatch  Coal  Co.  et  al.  vs.  Director- 
General,  as  agent,  on  the  ground  that  the  complaints  did  not 
constitute  a  filing  within  one  year  from  federal  control  as  con- 
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templated  by  the  interstate  commerce  act.  The  recommendation 
also  covers  No.  12328,  Jeremy  Fuel  &  Grain  Co.  et  al.  vs.  Same, 
end  No.  12364,  Southern  Arizona  Traffic  Association  et  al.  vs. 
Same,  and  No.  12391,  Same  vs.  Same.  The  main  allegation  in 
No.  12325  was  that  the  rates  on  soft  coal  from  Standardville, 
Cameron,  Rains  and  Sunnyside,  Utah,  to  Salt  Lake  City  were 
unjust,  unreasonable,  unlawful,  discriminatory,  unduly  pref- 
erential, and  unduly  and  unreasonably  prejudicial  in  violation 
of  the  laws  of  Utah.  In  No.  12328  violations  of  the  Utah  laws 
were  also  alleged.  In  No.  12364  the  allegation  was  that  the 
constitution  of  Arizona  had  been  violated  with  regard  to  the 
rates  on  cereals.  In  regard  to  the  other  complaint  the  Di- 
rector-General contended  that  no  violation  of  a  federal  law 
was  alleged  and,  therefore,  the  complaints  which  were  sent  to 
hearing  without  amendment  were  not  filings  within  the  mean- 
ing of  section  206-c  of  the  transportation  act. 


PER  CAR  CHARGE  ON   STRAW 

Examiner  John  T.  Money,  in  a  report  on  No.  12323,  Edgar 
C.  Foster  vs.  Chicago  &  Alton,  Director-General,  et  al.,  ha» 
recommended  the  dismissal  of  the  complaint,  on  the  ground  that 
the  minimum  charge  of  $15  per  car  on  straw  from  Middletown, 
Hopedale,  Delavan,  Athens,  Atlanta,  Mt.  Joy  and  Tazawell,  111., 
to  Peoria  in  the  period  of  federal  control  was  not  unreasonable. 
The  complainant,  the  examiner  said,  introduced  no  evidence 
to  show  that  the  $15  minimum  charge  was  unreasonable  per  se, 
but  based  his  claim  for  reparation  wholly  on  the  ground  that 
the  rates  with  the  $15  per  car  minimum  attacked  were  not 
published  in  accordance  with  the  freight  rate  authority. 

RATES    ON    FERTILIZER 

A  holding  of  unreasonable  rate  and  an  award  of  reparation 
to  the  basis  of  a  subsequently  established  rate  have  been 
recommended  by  Examiner  John  T.  Money  in  a  proposed  report 
on  No.  12311,  Swift  &  Co.  vs.  Director-General,  as  agent.  The 
complaint  attacked  as  unreasonable  a  combination  of  20.5  cents 
on  fertilizer  that  moved  prior  to  June  25,  1918,  from  Cleveland, 
O.,  to  Minford,  O.,  and  of  26  cents  on  shipments  that  moved 
after  June  25.  Money  said  that  the  Commission  should  hold 
the  rates  unreasonable  because  and  to  the  extent  that  they  ex- 
ceeded 14  cents  prior  to  June  25  and  17%  cents  thereafter. 


SYRUP,  FLORIDA  TO  ALABAMA 

Examiner  F.  W.  McM.  Woodrow  has  recommended,  in  a 
proposed  report  on  No.  12058,  Alabama-Georgia  Syrup  Co.  vs. 
A.  C.  L.,  Director-General,  et  al.,  a  holding  of  unreasonableness 
and  an  award  of  reparation  as  to  rates  on  shipments  of  cane 
syrup  in  barrels  from  Madison  and  Monticello,  Fla.,  to  Mont- 
gomery, Ala.  His  recommendation  was  that  the  rate  from  Mad- 
ison be  held  unreasonable  because  and  to  the  extent  that  it 
exceeded  31.5  cents  and  30  cents  from  Monticello. 


CORRECTION  IN  TENTATIVE  REPORT 
In  the  July  30  issue  of  The  Traffic  World  was  an  article 
(pages  217-218)  regarding  the  tentative  report  of  Examiners 
Bartel  and  Roth  in  Docket  No.  12557,  Northern  West  Virginia 
Coal  Operators'  Association  vs.  P.  &  L.  E.  et  al.  The  second 
paragraph  of  the  article  on  page  218  is  as  follows: 

,..  r.n  .effect,  this  complaint  was  a  companion  case  to  Northern  West 
Virginia  Coal  Association  vs.  P.  R.  R.  Co.,  60  I.  C.  C..  569,  in  which 
the  same  issue  with  regard  to  the  car  supply  during  federal  control 

aS  ™ 


The  statement  that  the  companion  case  was  dismissed  by 
the  Commission  was  incorrect,  as  the  Commission  decided  that 
the  car  supply  accorded  the  operators  on  the  Monongahela  Rail- 
way during  federal  control  was  unjustly  discriminatory  and  un- 
duly prejudicial. 


THE  MERIDIAN  CASE 

The   Traffic    Vforld    Washington   Bureau 

The  Commission  is  having  a  hard  time  settling  the  super- 
structure of  rates  built  by  the  railroads  on  the  foundation  laid 
by  it  in  its  decision  in  No.  9560,  commonly  known  as  the  Merid- 
ian case.  In  I.  and  S.  No.  1372-,  to  which  it  gave  the  title,  "Me- 
ridian Rate  Case,"  it  has  suspended  the  class  and  commodity 
3  filed  by  the  railroads  in  supposed  conformity  with  its 
orders,  effective  on  various  days  after  August  1,  from  July  29 
until  November  29. 

Just  prior  to  the  issuance  of  that  suspension  order  the  Com- 
mission modified  its  order  in  the  original  case  so  as  to  eliminate 
therefrom  reference  as  to  rates  on  coal  and  coke.     That  action 
was  precipitated  by  the  receipt  of  notice  from  a  number  of  Ala- 
>ama  coal   operators   of  an   intention   to   ask  for  a   restraining 
£.£  f.°,Jbldding  the  exaction  of  the  rates  on  coal  and  coke  in 
s  tariffs  which  were  to  be  effective  August  1.     Coal  and  coke 
.*  wf.rf  eliminated  because  the  railroads  that  had  filed  the 
'nf  \i  n0t  really  want  them'     They  filed  them   merely  as 
?he  orl    nf  ^^  ad^ustment  seemingly  made  necessary   by 
ern    SouC™      2WS?°^  re«uirinS  the  Alabama  Great  South- 
Jthern,  and  Mobile  &  Ohio  to  establish  rates  from  and 


to  Meridian  no  higher,  distance  considered,  than  for  like  services 
in  Alabama.  Under  that  order  the  carriers  elected  to  file  in- 
ceases. 

Inasmuch  as  the  Louisville  &  Nashville  does  not  serve  Me- 
ridian, that  carrier  was  not  made  a  party  to  the  complaint  of 
the  Meridian  Chamber  of  Commerce.  The  order,  therefore,  did 
not  require  it  to  make  an  election  as  to  whether  it  would  reduce 
its  rates  to  and  from  Meridian  or  raise  rates  in  Alabama. 

Had  the  rates  on  coal  and  coke  proposed  by  the  railroads 
on  whom  the  order  had  been  served  been  allowed  to  become 
effective,  the  traffic  would  have  been  thrown,  in  Alabama,  to 
the  Louisville  &  Nashville,  because  the  rates  on  the  Southern 
and  its  affiliated  lines  would  have  been  so  much  higher  that 
they  would  have  become  mere  paper  rates. 

In  the  application  for  a  restraining  order  the  Alabama  coal 
operators  cited  what  they  said  would  be  the  adjustment  by 
reason  of  the  non-inclusion  of  the  Louisville  &  Nashville  in  the 
complaint  and  order.  On  coal  from  group  No.  4,  on  the  South- 
ern, to  Birmingham,  for  an  average  haul  of  46.8  miles,  the  rate 
would  have  become  $1.82.  That  traffic  would  have  had  to  com- 
pete with  traffic  via  the  Louisville  &  Nashville  from  group  No. 
2  mines  at  a  rate  of  87.5  for  an  average  haul  of  54  miles. 

The  Mobile  &  Ohio,  on  coal  from  northern  Alabama  to  Bir- 
mingham, would  have  to  compete  with  rates  applicable  over  its 
own  rails,  ranging  from  $2.75  to  $3.03,  with  rates  on  coal  from 
mines  on  the  L.  &  N.  of  only  $2.25.  The  last  mentioned  rate  is  now 
applicable  over  the  Mobile  &  Ohio.  The  Southern  and  its  affili- 
ated lines  from  Blockton,  Ala.,  to  Birmingham,  had  the  rates 
been  allowed  to  become  effective,  would  have  had  to  ask  $1.63 
a  ton,  while  the  Louisville  &  Nashville  would  have  exacted 
only  87.5  cents. 

Elimination  of  coal  and  coke  from  the  report  was  not  caused 
wholly  by  the  threat  of  filing  suit  to  enjoin  the  rates  although 
that  proceeding  caused  the  Commission  to  give  attention  to  the 
subject  at  the  time  it  decided  that  the  easier  way  to  meet  the 
situation  would  be  to  modify  its  order,  especially  in  view  of 
the  fact  that'  the  railroads  that  had  published  them  did  not 
relish  the  situation  that  was  being  created  by  the  fact  that  the 
Louisville  &  Nashville  was  a  party  to  the  case,  and,  therefore 
under  no  compulsion  to  revise  its  rates  in  Alabama.  The  Ala- 
bama commission  would  not  have  allowed  it  to  increase  its 
mtrastate  rates  had  it  applied.  The  federal  Commission  could 
not  have  given  the  Louisville  &  Nashville  permission  to  make 
increases  because  it  had  not  conducted  a  thirteenth  section  pro- 
ceeding to  determine  whether  the  rates  of  the  Louisville  &  Nash- 
ville constituted  a  discrimination  against  interstate  commerce 
Prior  to  the  elimination  of  coal  and  coke  from  the  order  in 
the  mam  case,  the  railroads  affected  by  the  order  asked  the 
Commission,  in  view  of  the  fact  that  the  Louisville  &  Nashville 
and  other  railroads  maintaining  state-made  rates  in  Alabama 
were  not  parties  to  the  case,  to  reopen  the  whole  matter  and 
bring  them  into  the  case.  That  application  was  denied,  only  a 
short  time  ago. 

Meridian,  throughout,  has  insisted  on  the  Commission  "stand- 
ing pat  Suspension  of  the  tariffs  filed  by  the  railroads  in 
supposed  conformity  with  the  orders  of  the  Commission  will 
be  almost,  if  not  quite,  equivalent  to  reopening  the  case,  because 
t  will  bring  into  question  the  propriety  of  the  whole  line  of 
rates  proposed  by  the  railroads,  including  the  rates  on  coal  and 
coke,  as  to  which  they  were  relieved  of  responsibility  when  the 
Commission  eliminated  coal  and  coke  from  the  orders  in  the 
mam  case. 

It  has  been  assumed  that  if  the  application  of  the  coal  op- 
a  restrainlng  order  was  act"ally    filed,  it  will    be 


N.  Y.  C.  CHICAGO  TERMINAL 

The  Commission  has  reopened  finance  docket  No.  1165  In 
the  Matter  of  the  Application  of  the  New  York  Central  for  a 
Sor±S  <«'  PU™C  Conv«lience  and  Necessity  to  Acquire  the 
So-called  Stock  Yards  Railroads  in  Chicago.  The  reopening  is 
to  afford  the  protesting  trunk  lines  an  opportunity  to 
that  exhibits  NOB.  112  and  113  offered  by  thl  New  York  Cen^ 
do  not  really  show  what  they  purport  to  show,  because  some 
figures  have  been  omitted  and  errors  of  addition  are  so  serious 
as  to  destroy  their  value,  to  a  large  extent. 

The  exhibits  involved  in  the  reopening  were  put  in  bv  the 
New  York  Central  to  show  that  its  financial  interest  in  "he  Indi* 
™,ESfb-°r  haS  D°>  aS  sugeested  bv  the  protesting  trunk  lines, 
resulted  in  any  advantage  in  the  distribution   of  freight  oriel 
0™  6  r?ils  °f.that  ca"ier:  that  is  to  say,  the  New  Yofk 
fid   not  obtain    any    larger    share    of  the   competitive 
than    other    trunk    lines    which    the    belt    line    served 
in  the  performance  of  terminal  work.    Tht  protestants  said  that 
ley  had  not  had  opportunity  to  cross-examine  on  those  exhibits 
•  to  check  up  on  them  before  the  case  was  closed.     They  said 
that  it  given  an  opportunity  they  would  show  that  the  exhibits 
o  not  disprove  their  charge   that  ownership  of  the   belt  road 
gives  the  New  York  Central  an  advantage  in  Chicago  that  would 
e  vastly  increased  were  the  Commission  to  allow  it  to  acquire 
the  stock  yard  roads. 
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.  DISCRIMINATION  BETWEEN  PORTS 

«  Thi   Traffic   World    Washington  Bureau 

speaking  In  the  Senate  July  29  on  the  subject  of  discrimina- 
tion between  ports.  Senator  Fletcher,  of  Florida,  pointed  to  the 
provision  in  the  Constitution  that  "preference  shall  not  be  given 
by  any  regulation  of  commerce  or  revenue  to  the  ports  of  one 
stale  over  those  of  another." 

"Obviously,"  said  he,  "If  rail  rates  or  ocean  freight  rates, 
or  both,  are  unfairly  improperly  adjusted  and  fixed  such  dis- 
itation  is  effected. 

"We  have  seen  that  the  chief  items  entering  into  our  exports 
now  are  produced  in  or  in  territory  contiguous  to  the  South 
A I  la  nt  ic  and  Gulf  ports. 

"We  have  further  seen  that  the  most  interesting  and  promis- 
ing field  for  the  future  development  of  our  foreign  trade  lies 
nearer  the  South  Atlantic  and  Gulf  ports  than  to  the  North  At- 
lantic or  Pacific  ports.  Even  as  to  the  Far  East,  through  the 
Panama  Canal,  and  South  Africa,  I  have  mentioned,  the  other 
ports  have  no  advantage  over  the  South  Atlantic  and  Gulf. 

"Now,  what  is  happening?  The  export  rail  rates  at  present 
are  supposed  to  be  fairly  and  justly  fixed,  but  North  Atlantic 
interests  are  complaining  and  are  actually  demanding  that  a 
differential  from  territory  equally  near  the  South  Atlantic  and 
Gulf  ports  shall  be  established  in  favor  of  North  Atlantic  ports. 

"I  need  not  refer  to  the  terrible  congestion  which  occurred 
in  these  ports  last  year.  I  need  not  mention  the  lack  of  sufficient 
terminal  facilities,  the  difficulty  of  obtaining  berths,  the  tre- 
mendous increase  in  tonnage  and  lighterage  and  ports  charges, 
the  outrageous  excess  of  stevedoring  expenses  and  troubles  con- 
stantly obtaining,  particularly,  in  New  York,  by  way  of  showing 
they  have  all  the  traffic  they  can  reasonably  and  expeditiously 
handle  now,  without  continually  demanding  favors  in  order  to 
get  more. 

"It  is  to  be  hoped  the  Interstate  Commerce  Commission  will 
hold  fast  to  present  schedules. 

"But  the  ocean  rates,  about  which  the  United  States  Ship- 
ping Board  has  to  speak,  are  discriminatory  against  the  South 
Atlantic  and  Gulf  ports. 

"Steamship  lines  are  carrying  the  same  ocean  rates  from 
North  Atlantic,  South  Atlantic,  and  Gulf  ports  to  Cuba  and  other 
West  Indies  ports,  South  and  Central  America,  the  Orient 
through  the  canal,  and  even  to  Central  American  ports,  not- 
withstanding tne  great  disparity  in  distance  as  between  the 
Gulf  and  South  Atlantic  as  compared  to  the  North  Atlantic. 
On  the  other  hand,  the  ocean  rates  from  the  Gulf  and  South 
Atlantic  to  United  Kingdom  and  continental  ports  carry  differ- 
entials higher  than  from  North  Atlantic  ports,  the  differential 
from  Gulf  ports  being  15  cents  per  100  pounds — except  in  case 
of  iron  and  steel  articles,  which  are  the  same — and  from  South 
Atlantic  ports  the  differential  is  iy2  cents  per  100  pounds,  ex- 
cept on  coal  and  iron  and  steel,  which  are  the  same  as  from 
North  Atlantic  ports. 

"This  has  been  going  on  for  years.  It  is  an  adjustment 
made  by  foreign  flag  vessels  before  we  had  a  merchant  marine 
and  prior  to  the  publication  by  rail  lines  of  export  rates  from 
the  Middle  West. 

"Inland  rates  are  adjusted  so  that  through  rates  from  in- 
terior competitive  territory  to  these  foreign  ports  are  now  the 
same  through  all  ports,  New  York  to  New  Orleans,  inclusive. 

"Either  one  of  two  things  should  take  place — the  South  At- 
lantic and  Gulf  ports  should  have  a  rate  based  on  distance  and 
therefore  lower  than  the  North  Atlantic  and  eastern  ports  to  the 
countries  bordering  on  the  Carribean  and  Gulf  or  they  should 
have  the  same  rate  as  the  North  Atlantic  and  eastern  ports  to 
,  United  Kingdom  and  continental  ports. 

"The  difference  in  distance  in  favor  of  eastern  and  North 
Atlantic  ports  to  United'  Kingdom  and  continental  ports  should 
be  disregarded  to  the  same  extent  as  distance  in  favor  of  South 
Atlantic  and  Gulf  ports  to  Cuba  and  other  Carribean  and  Gulf 
ports  is  disregarded  now. 

"Certainly  if  the  present  differential  from  Gulf  and  South 
Atlantic  ports,  higher  than  North  Atlantic  ports,  is  continued  on 
transatlantic  movement,  then  Gulf  and  South  Atlantic  ports 
are  entitled  to  like  differentials  under  North  Atlantic  ports  to 
Cuba  and  other  Gulf  and  Carribean  ports,  made  in  like  propor- 
tion, based  on  the  lesser  mileage  to  those  ports. 

"What  is  needed  for  the  ocean  carriers  is  to  place  Gulf  and 
South  Atlantic  ports  upon  a  competing  basis  to  the  same  extent 
that  has  been  done  by  the  rail  carriers. 

"The  same  influences  that  established  this  discrimination  in 
ocean  rates  are  now  at  work  to  deprive  the  South  Atlantic  and 
Gulf  of  ships.  They  are  loudest  in  their  insistence  that  the 
Shipping  Board  shall  sell  to  the  highest  bidder  all  the  govern- 
ment ships  and  go  out  of  business. 

"Next  to  that  they  want  the  Shipping  Board  to  discontinue 
entirely  their  allocating  practice  and  require  bare  boat  charter 
contracts  exclusively.  They  believe  the  people  of  the  South 
Atlantic  and  Gulf  may  not  be  in  position  to  buy  ships.  They 
may  not  be  prepared  to  charter  the  ships  needed  to  serve  their 
jmrts  on  a  bare  boat  basis.  If  that  is  true,  the  result  wou?d 
be  they  would  lose  the  ships  now  operated  on  the  allocating  plan. 


It  is  insisted,  too,  the  Shipping  Board  should  not  operate  the 
ships  directly. 

"A  further  blow  is  thus  directed  at  the  South  Atlantic  and 
Qulf  ports  and  all  the  region  furnishing  so  large  a  portion  of 
our  exports. 

"The  consequence,  if  the  present  policy  of  government  opera- 
tion is  abandoned,  could  not  be  escaped;  the  traffic  would  have 
to  seek  the  North  Atlantic  ports  and  there  take  the  ships  the 
big  lines  would  own  and  control.  The  rail  carriers  would  be 
expected  to  adjust  rates  accordingly,  and  the  world's  routes  of 
trade  would  be  focused  so  as  to  exclude  the  South  Atlantic 
and  Gulf.  This  in  spite  of  the  fact  that  export  associations 
are  being  formed,  terminal  and  dock  facilities  are  being  greatly 
increased,  chambers  of  commerce  are  actively  interested,  ship- 
pers are  taking  a  financial  interest  in  shipping,  and  a  period 
of  unprecedented  commercial  expansion  is  approaching  In  that 
region.  In  the  presence  of  high  railroad  rates  producers  and 
shippers  must  turn  to  increased  use  of  the  waterways  and  em- 
ployment of  ships. 

"I  do  not  mean  to  advocate  the  allocating  plan  as  a  perma- 
nent policy.  What  I  mean  to  urge  is  that  the  Shipping  Board 
should  supply  the  necessary  ships  and  see  to  their  operation  to 
serve  the  commerce  of  the  country  through  the  ports  the  traffic 
naturally,  freely,  and  properly  would  flow. 

"It  may  be  the  Shipping  Board  should  operate  the  ships 
directly  and  without  the  intervention  of  those  serving  as  agents, 
particularly  if  they  propose  to  serve  on  a  commission  basis  or 
on  a  contract,  under  which  they  run  no  risk,  and  are  only 
concerned  with  promoting  their  own  interests. 

"By  this  time  the  Shipping  Board  may  be  able  to  command 
the  services  of  men  skilled  in  ocean  transportation  and  may 
proceed,  as  does  the  Panama  Canal  Company  in  the  operation  of 
that  line  on  their  own  responsibility  and  under  their  own  direct 
management. 

"What  I  am  now  insisting  on  is  that  the  routes  of  trade  shall 
be  developed  and  commerce  shall  be  allowed  to  move  along 
channels  it  seeks  without  forced,  artificial  diversion.  That  is 
what  is  contemplated  in  the  merchant  marine  act  of  June  5, 
1920. 

"That  these  routes  of  trade  would  prove  profitable  from  the 
beginning  no  one  was  optimistic  enough  to  suppose.  Witnesses 
before  the  commerce  committee  estimated  that  from  three  to 
five  years  would  be  required  to  place  the  ventures  on  a  profitable 
footing. 

"Because  the  routes  do  not  show  profits  the  first  year  of 
operation,  the  cry  is  raised  that  the  whole  (enterprise  is  a  failure, 
and  losses  from  operation,  according  to  ^my  information,  are 
grossly  exaggerated. 

•"I  very  much  fear  this  ruthless  attack  on  the  Shipping  Board 
and  its  work  is  inspired  by  those  who  never  wanted  to  see  an 
American  merchant  marine,  joined  by  those  who  are  thoroughly 
convinced  they  alone  know  how  to  operate  ships.  The  desire 
for  monopoly  of  ownership  and  monopoly  of  operation,  combined 
with  the  ambition  to  direct  and  control  the  routes  of  trade,  are 
powerful  factors.  Has  the  time  come  to  reckon  with  them? 

"It  is  to  be  hoped  that  the  thought  'the  greater  the  wreck 
.  the  greater  the  glory  in  redeeming  it'  is  not  made  to  add  color 
to  the  awful  picture." 


LAFOLLETTE  ATTACKS  BOARD 

The   Traffic    World    Washington   Bureau 

In  a  three  day  speech,  completed  August  2,  Senator  La- 
Follette  urged  the  Senate  to  adopt  his  resolution  calling  for  an 
investigation  of  his  charge  that  British  influences  rule  the  Ship- 
ping Board  and,  in  effect,  dictate  its  policies  toward  seamen, 
and  his  charge  that  a  combination  of  American  railroads  and 
the  International  Mercantile  Marine  operates  so  as  to  cause 
freight  from  and  to  American  ports  to  be  carried  in  British 
bottoms.  He  based  his  speech  largely  on  a  report  made  by 
Roscoe  C.  Mitchell,  formerly  a  newspaper  man  in  Washington, 
and  speeches  made  by  Senator  Jones,  of  Washington,  particularly 
the  one  made  at  the  second  annual  meeting  of  the  National  Mer- 
chant Marine  Association,  January  22.  In  that  speech  Senator 
Jones  accused  the  International  Mercantile  Marine,  by  reason  of 
the  agreement  which  the  British  Board  of  Trade  forced  it  to 
make  nearly  twenty  years  ago,  of  being  inimical  to  American 
interests. 

That  speech  brought  an  indignant  reply  from  P.  A.  S.  Frank- 
lin, president  of  the  International  Mercantile  Marine,  in  which, 
incidentally,  he  pointed  out  that  the  agreement  to  which  refer- 
ence had  been  made  pertained  to  the  British  flag  ships  owned 
by  the  company  or  by  its  subsidiaries,  and  suggested  that  the 
British  government  can  and  does  control  ships  of  British  na- 
tionality as  much  as  the  American  government  controls  ships 
flying  the  American  flag;  and  that  if  the  company  had  refused 
to  do  business  in  British  waters  on  terms  laid  down  by  the 
British  government,  that  government  could  have  shut  the  Amer- 
ican company  out  of  British  waters.  He  suggested  that  it  was 
of  benefit  to  American  commerce  and  American  capital  that  :in 
American  company  should  control  British  ships  used  in  com- 
merce between  the  United  States  and  British  ports. 

The   Wisconsin    senator,    throughout   his    speech,    chose    to 


272 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  6 


regard  the  restrictions  to  which  the  International  Mercantile 
Marine  said  it  had  had  to  bow,  as  evidence  of  a  desire  to  put 
British  influence  into  control  of  an  American  company  and  as 
consenting  to,  if  not  actively  aiding  and  abetting,  the  efforts  of 
the  British  government  to  control  the  commerce  of  the  seven 
seas,  and  keeping  the  American  merchant  marine  from  develop- 
ing, or  becoming  as  much  of  a  competitor  with  the  British  mer- 
chant fleet  as,  for  instance,  the  German  merchant  fleet  was  be- 
fore the  war. 

Commenting  on  the  resolution  of  the  Shipping  Board  of 
March  3  last,  in  which  it  condemned  the  arrangement  between 
the  International  Mercantile  Marine  and  the  British  Board  of 
Trade,  in  which  the  American  company  agreed  to  do  nothing 
to  injure  British  shipping  interests,  as  a  condition  on  which 
it  might  own  British  ships,  as  being  inimical  to  American  in- 
terests, the  Wisconsin  senator  said  the  answer  of  the  Interna- 
tioijal  Mercantile  Marine  to  the  Shipping  Board's  inquiry  as  to 
what  it  had  done  about  the  matter  amounted  to  no  more  than 
an  acknowledgement  of  the  receipt  of  the  inquiries.  Adoptin? 
the  suggestion  of  a  senator  sitting  near  him,  he  said  what  it 
had  done  thus  far  amounted  to  a  letter  saying:  "Your  letter 
received  and  contents  noted." 

A  diagram  showing  the  inter-lacing  of  American  and 
British  shipping  interests  was  made  part  of  LaFollette's  speech. 
It  shows,  in  a  general  way,  that  British  shipping  interests  are 
controlled  from  one  or  two  centers,  even  as  the  Deutche  Bank 
of  Berlin,  controlled  vast  shipping  and  industrial  concerns  in 
Germany  and  the  United  States.  The  British  control  centers 
are  around  Lord  Pirrie,  Sir  John  R.  Ellerman,  who  controls 
four  big  lines,  including  the  Cunard,  the  Daily  Mail  and  two 
weeklies,  and  E.  C.  Grenfell.  They  were,  at  one  time  or  another, 
also  directors  in  the  International  or  some  of  its  subsidaries. 
The  LaFollette  idea,  running  through  the  speech,  was  that 
neither  the  American  public  nor  American  labor  could  obtain 
a  square  deal  so  long  as  there  was  any  connection  between  the 
International  Mercantile  Marine  and  the  big  British  steamship 
interests,  which  in  turn,  controlled  agencies  for  the  spread  of 
propaganda  tending  to  show  that  Americans  have  no  genius  for 
overseas  trade  or  the  management  of  the  agencies  of  such  trade. 
He  charged  that,  under  the  "fatuous"  rule  of  Admiral  Ben- 
son the  labor  policy  of  the  Shipping  Board  was  shaped  so  as  to 
give  the  British  an  advantage  in  the  mere  matter  of  hiring 
crews.  He  claimed  that  American  seamen  were  willing  to  make 
terms  with  the  Shipping  Board  the  same  as  the  British  sea- 
men had  made  with  the  British  Board  of  Trade.  That  was  a 
reduction  of  fifteen  per  cent  in  wages,  with  all  other  condi- 
tions unchanged.  The  Benson  policy,  LaFollette  said,  was  such 
that  the  American  seamen  were  compelled  to  accept  not  only 
the  fifteen  per  cent  reduction  but  changes  in  other  conditions, 
which  the  British  Board  of  Trade  had  not  forced  on  the  British 
seamen.  From  that  he  argued  that  the  American  merchant 
ships  are  manned  by  dissatisfied  Americans  and  foreigners  who 
have  not  the  interest  of  the  United  States  at  heart,  while  the 
British  ships  are  manned  by  Britons  who  have  the  interest  of 
Great  Britain  uppermost. 

That  situation,  combined  with  the  combination  of  American 
railroads  dominated  by  Morgan  &  Co.,  he  contended,  made  im- 
possible the  development  of  an  American  merchant  marine, 
especially  when  coupled  with  the  further  fact  that  seventy-five 
per  cent  of  the  employes  of  the  Shipping  Board  outside  of  the 
United  States  were  British  employes. 


BIDS  FOR  WOODEN  VESSELS 

The   Traffic    World    Washington   Bureau 

Officials  of  the  Shipping  Board  were  not  enthusiastic  as  the 
result  of  the  opening  of  bids  July  30  for  the  285  wooden  ships 
which  the  board  offers  for  sale.  R.  A.  Thompson  &  Co.  submit- 
ted a  bid  of  $10,000,000  for  the  entire  fleet,  but  the  bid  was  irregu- 
lar because  it  was  not  accompanied  by  a  certified  check  for  10 
per  cent  of  the  amount  bid.  After  the  bid  had  been  opened  the 
board  also  was  informed  that  a  mistake  had  been  made  by  the 
company.  The  Ship  Construction  &  Trading  Co.  submitted  a. 
bid  of  $2,100  a  vessel  for  the  entire  fleet.  The  bids,  which  were 
taken  under  advisement,  follow: 

Name  of  bidder.  Vessel 

Paulsen  Trading  Syndicate Cartona 

Ship  Construction  and  Trading  Co Fleet,    each 

Pendleton   Bros.,    Inc Five   vessels 

Standard  Coal  Sales  Co.,  Inc One   vessel 

Japanese    Brokers    and    Intelligence 
Service    One  ship 

One  ship 

Ten  ships 

Five  ships 

Hutchmson  &  Co Sturgeon  Bay 

Forrestal  &   Macquaid   Forty-three  .ships 

The  Union  Sulphur  Co Clio 

Albert  E.    Parker Oelwein 

*.  D.  Underwood Balliett 

Coconino 

5'    M.    Rosengrant Two  steamers 

K.  A.  Thompson  &  Co Fleet 


Amount  hid. 
$  5,000 
2,100 
25,000 
2,000 

500 

1,050 
500 
525 
7.500 
25.575 
5,1100 
1.200 
7,500 
7,500 
500 
10,000,000 


EXPORT  GRAIN  REDUCTIONS 

As  a  result  of  conferences  betwe«n  railroads  and  shippers 
in  Chicago  this  week  it  was  announced  August  4  that  rates  on 
grain,  grain  products,  and  grain  by-products  from  Chicago  and 
C.  F.  A.  territory  to  the  North  Atlantic  seaboard  for  export  will 
be  reduced  1y2  cents  per  100  pounds. 

Application  is  to  be  filed  immediately  with  the  Commission 
for  authority  to  make  the  reduced  rates  effective  on  ten  days' 
notice,  but  in  the  event  the  Commission  declines  to  approve  the 
application,  the  tariffs  are  to  be  filed  to  become  effective  within 
thirty  days.  The  reduced  rates  are  to  expire  December  31. 

The  proposition  of  the  railroads  that  the  domestic  rates  on 
grain,  grain'  products,  and  grain  by-products  also  be  reduced  4V2 
cents  per  100  pounds  from  Chicago,  including  points  as  far  west 
as  the  Mississippi  River  to  points  east  of  Buffalo  and  Pittsburgh 
was  also  discussed. 

The  present  and  proposed  carload  rates  in  cents  per  100 
pounds  from  Chicago  to  New  York  are  as  follows: 


Grain    ...........  Present^ 

FiSl?  .products..:  If 

Grain  by-products  ........     34 


Export. 

Proposed. 


26% 


Domestic. 
Present.         Proposed. 

35 

37"  32^4 


The  cost  of  transportation  service  at  present  does  not  justify 
the  heavy  reductions  which  the  carriers  propose  in  export  grain 
rates,  railroad  representatives  said,  but  the  reductions  either 
have  been  decided  upon  or  are  under  discussion  as  a  result  of 
the  plea  of  farmers  and  other  interests  for  a  readjustment  of 
existing  rates. 


CARRIERS  PROTEST  GRAIN  REDUCTION 

The    Traffic    World    Washington   Ilurcait 

A  committee  of  traffic  executives  of  Western  and  Gulf  lines 
has  protested  against  the  proposal  of  the  eastern  lines  to  reduce 
on  short  notice  all  rail  rates  on  export  grain  from  Chicago  and 
Mississippi  River  points  seven  and  a  half  cents  so  as  to  line  up 
all  rail  rates  in  accordance  with  reductions  on  ex  lake  grain 
from  Buffalo,  Erie,  and  Fairport,  which  reduction,  in  turn  was 
made  to  meet  Canadian  competition.  The  application  for  short 
notice  was  prepared  as  a  result  of  the  conference  in  Chicago  this 
week  to  satisfy  the  protests  of  Indianapolis,  Cincinnati  and 
Peoria  shippers  on  all  rail  rates.  The  western  and  southern 
lines  claim  that  that  reduction  would  be  in  violation  of  the 
relationship  recommended  by  Director  Hardie  in  his  letter  to 
the  traffic  men  of  the  eastern  lines,  March  30,  last 


Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
era  are  answered  by  mail  or  wire  and  are  always 
treated  as  confidential. 


REDUCTIONS  ON  EXPORT  GRAIN 

The   Traffic    World    Washington   Bureau 

American  railroads  serving  Atlantic  ports  have  decided  to 
contribute  at  least  $1,000,000  and  probably  much  more  in  an 
effort  to  find  out  whether  reduced  rates  will  stimulate  the  ex- 
portation of  grain.  The  contribution  may  be  even  greater  than 
that,  but,  whatever  the  ultimate  figure  may  be,  the  primary  ob- 
ject is  to  ascertain  if  a  reduction  in  rates  on  export  grain  will 
be  of  help  to  the  American  farmer  and,  therefore,  to  American 
business  generally. 

That  is  the  meaning  of  the  purely  formal  announcement 
made  by  the  Association  of  Railway  Executives  July  29.  They 
said  a  reduction  of  5  cents  per  100  pounds  would  be  made  by 
eastern  railroads  in  export  rates  on  wheat,  corn  and  rye  from 
Buffalo,  Erie  and  Fairport  to  eastern  export  points  They  said 
a  reduction  of  3  cents  per  100  pounds  in  export  rates  on  barley 
and  oats  had  also  been  agreed  upon.  The  Commission  on  that 
day  authorized  them  to  file  tariffs,  limited  to  December  31  on 
ten  days'  notice. 

These  reductions  will  bring  the  export  rates  on  grains  to 
level  only  a  little  above  that  of  prewar.  The  immediate  cut 
amounts  to  about  25  per  cent.  Inasmuch  as  rates  on  export 
gram  never  were  increased  as  much  in  percentage  as  rates  on 
other  commodities,  the  reduction  announced  July  29  means  that, 
if  normalcy  is  akin  in  meaning  to  prewar,  the  rates  on  export 
grain  in  a  few  days  will  have  reached  what  President  Harding 
is  striving  for. 

An  element  of  international  competition  entered  into  the 
problem  with  which  the  eastern  traffic  executives  dealt  when 
they  decided  to  cut  rates  on  export  grain.  The  Canadian  Rail- 
way Commission  has  practically  authorized  the  Canadian  rail- 
roads to  make  what  traffic  men  know  as  "under  the  counter" 
rates  on  grain  going  out  through  Canadian  ports  and  via  the 
St.  Lawrence  River.  The  Canadian  regulating  body  has  author- 
ized the  Canadian  roads,  in  effect,  to  survey  the  amount  of  grain 
that  may  be  ready  for  export  from  a  Canadian  point  on  the 
Great  Lakes  and  then  quote  a  rate  which  may  be  commercially 
profitable,  although  it  may  not  be  fully  remunerative  from  a 
transportation  point  of  view.  The  Canadian  roads  that  are  in  a 
position  to  handle  export  grain  from  the  Great  Lakes  region 
have  been  relieved  from  the  duty  of  publishing  their  rates,  or 
doing  anything  other  than  tell  the  shipper  at  what  price  they 
will  haul  his  grain  when  he  is  ready  to  deliver  it  to  them. 

While  the  announcement  covered   only  ex-lake  grain   from 
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Iluffalo.  Ki  ie  :iinl  Fail-port,  everyone  wlio  knows  the  intimate 
InttT-relat  ion  ol  lake  anil  rail  rales  ami  all  rail  rales  on  urain 
knows  that,  sooner  or  later,  all-rail  rates  must  be  brought  down 
in  about  (lie  same  measure.  The  conference  at  which  it  was 
decided  to  reduce  rales  on  ex-lake  grain  for  export  was  held  at 
New  York  July  27-28,  and  special  permission  to  make  the  reduc- 
tion on  I  en  days'  lime  was  granted  under  date  of  July  29.  When 
the  announcement  of  the  reduction  was  mado,  the  Association 
of  Railway  Executives  said  thnt  a  conference  on  all-rail  rates 
from  Central  Fri'ight  Association  to  Eastern  Trunk  Line  and 
New  Kn.nland  would  be  held  at  Chicago  this  week.  That  an- 
nouncement was  taken  to  mean  that  after  pro  forma  discussion 
of  the  subject  the  railroads  would  ask  for  special  permission  to 
makecoi  responding  reductions  on  all-rail  export,  grain. 

How  much,  if  any,  of  the  great  volume  of  grain  that  has 
been  moving  out  this  year  via  the  Gulf  ports  will  be  diverted 
to  the  Atlantic  ports  is  a  matter  of  speculation.  In  making  the 
estimate  as  to  how  much  of  a  contribution  the  eastern  American 
railroads  would  make  toward  the  ascertainment  of  whether 
lower  rates  would  stimulate  export  it  was  assumed  that  the 
Atlantic  ports  would  draw  about  100,000,000  bushels  of  grain. 
In  the  five  months  from  January  to  May  of  this  year  the  Atlantic 
ports  of  the  United  States  handled,  in  round  numbers,  75,000,000 
bushels  of  grain.  In  the  same  period  the  Canadian  Atlantic 
ports  handled  29,500,000  bushels.  In  the  same  period  of  this  year 
the  gulf  ports  handled  77,000,000  bushels.  That  was  the  largest 
amount  they  had  ever  shipped.  In  1915,  which  was  their  banner 
year  until  this  one.  they  shipped  42,000,00  bushels. 

At  present  the  export  rate  on  ex-lake  wheat  is  20.17  cents, 
oats  19.63  cents,  and  barley  20.8  cents.  They  are  to  be  reduced 
5  cents  per  100  pounds  on  wheat,  corn  and  rye,  and  3  cents  on 
barley  and  oats,  the  port  differentials  being  observed. 

In  announcing  the  reductions,  the  railway  executives  said: 

It  should  be  understood  that  the  heavy  reductions  now  made  in 
Brain  export  rates  are  not  justified  on  the  basis  of  the  cost  of  trans- 
portation service.  It  may  also  be  pointed  out  that  while  this  year's 
i M'ort  Brain  movement  under  existing  rates  has  exceeded  the  export 
movement  in  the  past  three  years,  the  eastern  roads  have,  neverthe- 
less, decided  to  make  these  reductions  in  deference  to  demands  of 
Mrain  shippers  for  concessions  in  the  rates. 

What  effect,  if  any,  these  reductions  on  ex-lake  export  grain 
will  have  on  rates  via  the  gulf  ports  is  a  matter  for  speculation. 
The  Illinois  Central  and  other  north  and  south  lines,  from  the 
central  west,  have  built  up  an  enormous  export  movement  via 
the  ports  they  serve.  It  would  not  be  surprising  if  they  decided 
to  make  an  effort,  by  means  of  like  reductions,  to  preserve 
what  they  have  created.  What  effect  the  reductions  will  have 
on  the  Canadian  roads  and  Canadian  authorities  is  also  specu- 
lative. The  Canadian  roads  and  Canadian  authorities  have  been 
forcing  a  large  volume  of  business  through  Canadian  ports. 
They  may  also  deem  it  advisable  in  their  interest  to  make  fur- 
ther" concessions  to  shippers  in  an  effort  to  preserve  the  business 
they  took  from  the  eastern  American  railroads  by  concessions  to 
which,  in  a  way  of  speaking,  the  reductions  on  export  ex  lake 
grain  by  the  eastern  railroads  were  an  answer. 

Rates  on  export  ex-lake  grain  from  the  Lake  Erie  ports 
mentioned  did  not  go  up  the  full  40  per  cent  allowed  by  the 
Commission  in  its  report  on  Ex  Parte  No.  74.  The  increase 
was  held  down  to  about  25  per  cent.  In  September,  however, 
there  was  another  reduction,  which,  by  its  terms,  lasted  until 
December  31,  1920.  Before  the  expiration  date  arrived,  the  re- 
duction was  extended  to  April,  1921.  In  that  month,  the  roads 
serving  Missouri  River  markets  and  Mississippi  River  crossings 
made  a  revision  of  their  export  rates,  which  was  met  by  the 
eastern  roads,  removing  the  limitation  on  the  reductions  made 
in  September,  1920,  so  that  when  the  conference  was  held  by 
eastern  traffic  executives  in  New  York  on  July  27-28,  there  was 
no  time  limit  on  the  rates  in  effect. 

The  announcement  made  by  the  Association  of  Railway 
Executives  July  29  was  as  follows: 

Announcement  was  made  today  following  a  two-day  meeting  of 
traffic  executives  of  eastern  roads  that  a  reduction  of  5  cents  per  100 
pounds  would  be  made  by  eastern  railroads  in  export  rates  for  wheat, 
corn  and  rye  from  Buffalo,  Erie  and  Fairport  to  eastern  export  point. 
A  reduction  of  3  cents  per  100  pounds  in  export  rates  on  barley  and 
oats  was  agreed  upon  at  the  same  time.  The  reduction  in  wheat, 
riii  H  and  rye  rates  amounts  to  about  25  per  cent.  Following  are  the 
present  export  rates  from  lake  points  to  New  York:  Wheat,  20.17 
cents:  corn  and  rye,  19.79  cents;  oats,  19.C3  cents;  barley,  20.08  cents 
IM -i-  100  pounds.  The  roads  will  preserve  the  usual  port  differentials. 
An  adjustment  of  rates  from  central  to  eastern  territory  is  to  be 
given  further  consideration  at  a  conference  to  be  held  in  Chicago 
in 'M  w.k.  It  should  be  understood  that  the  heavy  reductions  now 
in.uli-  in  grain  export  rates  are  not  justified  on  the  basis  of  the  cost 
"t  transportation  service.  It  may  also  be  pointed  out  that  while  this 
vi-ur's  export  grain  movement  under  existing  rates  exceeded  the 
•  •xjiurt  movement  of  the  past  three  years,  the  eastern  roads  have 
n.-\..rtheless  decided  to  make  these  reductions  in  deference  to  demand 
iioni  grain  shippers  for  concessions  in  the  rates. 

Protests  against  reductions  on  ex-lake  grain  for  export  were 
filed  with  the  Commission  August  2  by  the  New  York  Canal  & 
Great  Lakes  Corporation  of  New  York,  the  Cincinnati  Hay  & 
Grain  Exchange,  the  Indianapolis  Board  of  Trade,  and  \V.  S. 
Miles,  for  Peoria  grain  interests.  They  protested  against  the 
publication  of  the  lower  rates  on  export  ex-lake  grain  on  the 
ground  that  such  lowered  rates  would  place  them  at  a  disad- 
They  suggested  that  the  reductions  should  not  be  al- 


lowed to  become  operative  ahead  of  reduction!  of  like  character 
on  all-rail  export  grain  rates. 

The  protests  were  specifically  aimed  at  Supplement  No.  I'A 
to  Davis'  I.  C.  C.  A-25,  effective  August  9,  and  Supplement  No.  28 
to  Kelly's  I.  C.  C.  839,  effective  August  10.  Those  supplements 
were  filed  under  special  permission  No.  54003,  permitting  the  re- 
ductions agreed  on  at  the  conference  of  the  traffic  executives  of 
eastern  carriers  in  New  York  July  28,  to  be  made  operative  on 
ten  days'  notice. 

No  objection  was  made  to  the  decrease  in  and  of  Itself,  the 
objection  being  wholly  to  the  proposal  to  apply  it  only  on  the 
ex-lake  grain  instead  of  on  both  ex-lake  and  all-rail.  The  fact 
that,  in  announcing  the  decrease,  the  railroads  said  they  would 
later  hold  a  conference  in  Chicago  with  a  view  to  lining  up  the 
all-rail  rates  from  central  freight  association  territory  was  not 
sufficient  to  prevent  the  filing  of  the  protests.  The  fact  that  a  con- 
ference was  to  be  held  in  Chicago  was  not  taken  as  equivalent 
to  a  promise  to  reduce  the  all-rail  rates.  It  is  believed  that,  even 
if  a  promise  had  been  made  to  reduce  them  after  the  conference, 
objection  would  have  been  inade  on  the  ground  that,  in  the  In- 
terval between  the  lowering  of  the  ex-lake  rates  and  the  lowering 
of  the  all-rail  rates,  business  would  be  lost  by  those  using  the 
all-rail  routes. 


WANT  SHARE  OF  COTTON  CARGOES 

The    Traffic    World    Washington   Bureau 

Representatives  of  the  Shipping  Board  met  with  British  ship- 
owners in  London  this  week  to  push  the  demands  of  the  board 
that  American  vessels  have  a  fair  share  of  the  cotton  cargoes 
from  Egypt  to  the  United  States.  Officials  of  the  board  were  con- 
fident that  the  British  shipowners  would  agree  to  give  American 
vessels  a  fair  share  of  the  cotton  traffic.  If  the  board  wins  out  in 
this  instance,  it  was  pointed  out,  it  will  mean  that  American  ves- 
sels will  get  their  share  of  other  classes  of  cargoes. 

Reports  from  London  last  week  were  to  the  effect  that  an 
ultimatum  had  been  served  on  the  British  lines  by  the  Shipping 
Board  representatives  that  unless  the  board's  ships  got  a  fair 
share  of  the  cotton  cargoes  a  rate  war  would  be  started  and 
British  ships  would  be  discriminated  against.  At  the  offices  of 
the  board  in  Washington  it  was  said  that  no  report  verifying  the 
press  dispatches  had  been  received  and  officials  were  inclined  to 
believe  that  the  board's  representative  had  not  gone  so  far  as 
indicated.  Every  effort  was  to  be  made,  however,  they 
to  get  50  per  cent  of  the  cotton  traffic  from  Egypt. 


INTERNATIONAL  TRANSPORTATION 

The  transportation  and  communication  group  of  the  Inter- 
national Chamber  of  Commerce  at  the  recent  first  annual  meet- 
ing in  London  adopted  a  resolution  in  favor  of  obtaining  a 
uniform  international  ocean  bill  of  lading  with  appropriate 
uniform  clauses  for  use  in  special  trades  and  at  particular  ports. 
The  resolution  provided  that  a  committee  should  be  appointed 
to  co-operate  with  the  International  Law  Association  and  the 
Comite  Maritime  International  in  their  efforts  to  obtain  uniform 
legislation  respecting  ocean  bills  of  lading.  Pending  the  pas- 
sage of  such  legislation  the  committee  will  investigate  the 
possibility  of  obtaining  a  general  agreement  with  ocean  carriers 
for  the  voluntary  acceptance  by  them  of  uniform  obligations. 

"It  is  highly  desirable,"  the  resolution  stated,  "to  obtain 
uniform  regulations  for  the  transportation  of  dangerous  goods 
in  different  countries  and  uniform  conditions  of  loading  and 
unloading  and  transshipment.  The  appropriate  standing  com- 
mittee of  the  chamber  shall  provide  for  the  prompt  investiga- 
tion of  this  subject  and  report  to  the  board  of  directors  a  plan 
for  accomplishing  this  result." 

On  the  subject  of  "Through  Freight  Trains"  the  resolution 
said: 

The  chamber  requests  that  the  railway  systems  take  joint  meas- 
ures with  a  view  to  establishing,  on  great  international  traffic  routes, 
in  a  manner  similar  to  that  adopted  for  the  conveyance  of  passengers, 
connecting  services  which  will  ensure  rapid  transportation  of  inter- 
national long  distance  freight  trains,  both  for  express  and  ordinary 
goods  service. 

To  this  end  the  national  committee  of  countries  interested  in  the 
respective  international  traffic  routes  are  requested  to  take  promptly 
the  practical  steps  to  secure  the  establishment  of  such  routes  and  to 
offer  the  aid  of  this  chamber  In  any  necessary  international  nego- 
tiations. 

The  chamber  calls  the  attention  of  the  railway  companies  to  the 
importance  of  the  institution  of  a  company  for  the  purpose  of  pro- 
viding the  public  with  special  rolling  stock  for  such  international 
transportation  of  goods  and  for  ensuring  by  proper  means  of  super- 
vision the  security  and  rapidity  of  said  means  of  conveyance. 


CANADIAN  EXPRESS  COMPANIES  UNITE 
Effective  September  1,  the  operation  of  the  Canadian  Express 
Company  and  the  Canadian  National  Express  Company  will  be- 
come consolidated  and  the  combined  business  will  be  continued 
thereafter  under  the  name  of  the  Canadian  National  Express 
Company.  John  Pullen,  heretofore  president  of  the  Canadian 
Express  Company,  will  be  president  of  the  Canadian  National 
Express  Company,  and  W.  C.  Muir,  heretofore  general  manager 
of  the  Canadian  National  Express  Company,  will  be  vice-presi- 
dent and  general  manager. 
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FORD  TARIFF  REJECTED 

The   Traffic   World    Washington  Bureau 

One  of  the  Henry  Ford  tariffs,  supplement  No.  2  to  D.  T.  & 
I.  I.  C.  C.  No.  401,  has  been  rejected  on  the  ground  of  illegality 
because  the  prior  supplement  containing  a  reduction  in  rate  had 
not  been  effective  for  thirty  days,  as  required  by  the  Commis- 
sion's rule.  The  rule  was  intended  to  prevent  the  making  of 
rates  on  such  short  tice  that  those  not  advised  of  their  coming 
would  not  have  time  to  avail  themselves  of  them.  It  has 
caused  some  amusement  in  the  Commission  that  the  first 
illegal  act  the  Henry  Ford  railroad  should  undertake  should 
be  an  attempt  to  disregard  the  rule  prescribed  by  Congress 
to  prevent  the  making  of  over-night  or  midnight  rates,  which 
was  one  of  the  favorite  devices  of  railroad  traffic  managers 
willing  to  give  what  amounted  to  rebates. 

There  is  no  thought  that  there  was  any  intention  on  the 
part  of  the  Ford  railroad,  in  this  instance,  to  "put  anything 
over,"  but  the  rule  and  the  proposed  contravention  thereof  are 
so  plain  that  the  Commission  could  not  permit  the  supplement 
to  become  effective. 

The  supplement  fell  afoul  of  the  rule  because  on  July  26,  in 
supplement  No.  1  the  rate  on  stone  from  Sibley  to  Detroit,  Mich., 
was  reduced  from  75  to  70  cents.  In  supplement  No.  2  it  was 
proposed  further  to  reduce  the  rate  on  stone  by  slicing  off  20 
per  cent  and  making  that  reduced  rate  operative  August  20. 
If  the  supplement  had  been  filed  to  be  effective  August  25,  it 
would  not  have  been  illegal,  at  least  on  that  score. 

Another  Ford  tariff,  supplement  No.  30  to  Kelly's  I.  C.  C. 
No.  811,  effective  September  3,  has  been  filed  by  F.  V.  Davis,  as 
agent  for  the  Detroit,  Toledo  &  Ironton.  It  makes  a  twenty  per 
cent  reduction  in  rates  on  soft  coal  from  the  Jackson  county 
and  Ironton  districts  in  Ohio  to  Detroit,  Toledo  &  Ironton  sta- 
tions, for  D.  T.  &  I.  delivery  only.  It  leaves  unchanged  rates 
over  which  the  D.  T.  &  I.  has  not  exclusive  control. 

As  an  example  of  what  the  supplement  proposes  to  do,  it 
names  as  the  new  rate  from  the  Jackson  district  to  Detroit, 
$1.98  in  place  of  a  rate  of  $2.47.  The  proposal  is  to  reduce 
the  Ironton  rate  of  $2.57  to  $2.08.  That  is  not  exactly  a  twenty 
per  cent  reduction,  but  it  is  as  near  as  it  can  be  and  preserve 
the  relationship  of  Ironton  ten  cents  over  Jackson. 

By  allowing  the  reductions  to  become  effective  from  D.  T. 
&  I.  mines  to  D.  T.  &  I.  deliveries,  the  Commission,  it  is  be- 
lieved, would  endanger  the  structure  of  rates  built  up  by  it  in 
I.  and  S.  No.  774  and  other  decisions  made  before  Ex  Parte 
No.  74.  That  impression  may  not  be  well  founded,  but,  on  ac- 
count of  the  protest  of  W.  L.  Andrews,  vice-president  of  the 
Consolidation  Coal  Company,  against  the  $1.85  proportional  rate 
on  ex-river  coal  from  Ironton  to  Detroit,  the  Commission  will 
be  required  to  give  careful  thought  to  the  matter. 

Other  assaults  on  the  established  rate  adjustment  were  made 
at  the  same  time  by  Ford  tariffs  carrying  out  the  promise  to 
make  a  twenty  per  cent  reduction  in  rates  on  commodities. 
D.  T.  &  I.  I.  C.  C.  No.  406,  canceling  its  I.  C.  C.  397,  makes  a 
twenty  per  cent  reduction  in  the  general  commodity  list,  effect- 
ive interstate  and  Ohio  intrastate  on  September  1  and  Michigan 
intrastate  on  August  12,  under  the  laws  of  Michigan.  In  its 
I.  C.  C.  No.  407,  canceling  its  I.  C.  C.  394,  effective  on  the  same 
dates  as  those  in  No.  406,  a  twenty  per  cent  cut  in  the  rates  on 
lumber  from  Greenfield,  Ironton,  Jackson,  Washington  Court 
House  and  Wellston,  O.,  to  D.  T.  &  I.  destinations  is  proposed. 
For  example,  it  reduces  the  rate  on  lumber,  from  the  points  of 
origin  in  southern  Ohio  to  Detroit,  from  20.5  cents  to  16.5  cents 
per  100  pounds.  How  much  of  an  influence  that  reduction  on 
lumber  will  have  on  lumber  rates  from  the  Ohio  River  crossings 
no  one  has  estimated.  Inasmuch,  however,  as  Wellston  and 
Ironton  are  on  the  Ohio  River,  it  would  be  possible,  in  the  event 
the  Commission  allowed  the  reduced  rates  to  become  operative, 
to  use  the  reduced  Ford  rates  to  destinations  on  the  Ford  rail- 
road, without  violating  the  rule  in  the  Kanotex  case. 

At  the  time  the  tariffs  mentioned  were  reaching  the  files 
of  the  Commission,  the  general  interest  was  in  the  question  that 
will  be  raised  if  and  when  Ford  files  tariffs  making  a  twenty 
per  cent  reduction  in  class  rates.  That  would  raise  directly  the 
question  whether  the  newcomer  in  the  transportation  field  should 
be  allowed  to  break  down,  even  in  the  small  area  covered  by 
the  D.  T.  &  I.  as  an  originating  and  a  delivering  carrier,  a  rate 
structure  devised  by  the  federal  body  and  accepted  by  the  state 
regulating  bodies  as  well. 

In   behalf  of   the   Northern  West  Virginia  Coal   Operators' 

Association,  Wilbur  LaRoe,  Jr..  has  requested  the  Commission 

to  suspend  both  the  D.  T.  &  I.  local  and  ex  river  coal  rates 

to  become  effective  September  3.    In  support  of  the  ap- 

rion  for  suspension,  LaRoe  called  attention  to  the  fact  that 

Henry  Ford  road  had  joined  other  roads  in  Ohio  in  asking  the 

immission  to  investigate  Ohio  state  coal  rates  on  the  ground  that 

ley  were  subnoromal  and,  therefore,  constituted  a  discrimina- 

set Vrgh      ;-  mt|,rstate  commerce,  and  that  that  application  is 

Jacks  ncon^  fPt?n>ber  12'   als°  that  the  rate  on  coal  from 

and   that  th«  f  A"  the  Same  as  the  rate  from  the  Hocking  field 
the  latter  rate  is  the  key  rate  in  Ohio,  and  that  if 


that  rate  is  reduced  the  whole  structure  will  come  tumbling 
down.  The  issue,  according  to  LaRoe,  is  whether  an  "over- 
zealous  entrepreneur  may,  for  purposes  of  his  own,  dominate 
and  control  the  rate  structure  upon  which  some  of  the  largest 
railroads  must  principally  depend  for  a  livelihood." 


COAL  RATES  IN  NORTHWEST 

The    Traffic    World    Washington   Bureau 

A  delegation  of  five  members  of  the  House,  headed  by  Repre- 
sentative Clague,  of  Minnesota,  called  on  Chairman  Clark  of  the 
Commission  July  28,  with  a  view  to  persuading  him  and  the 
Commission  that  something  should  be  done  to  reduce  the  freight 
rates  and  the  prices  of  coal  for  the  northwest.  They  represented 
that  at  the  price  of  farm  products  which  their  constituents  were 
receiving  they  could  not  pay  the  high  prices  being  quoted  for 
both  anthracite  and  bituminous  coal.  They  left  a  memorandum 
with  the  chairman  in  which  they  expressed  their  views. 

Chairman  Clark,  in  a  letter  to  Representative  Newton,  of 
Minnesota,  August  3,  said: 

"You  will,  of  course,  recall  the  discussion  of  this  question 
in  the  light  of  which  you  and  your  associates  expressed  the 
intention  of  advising  your  constituents  to  go  ahead  and  buy 
their  coal  on  account  of  no  further  reduction  in  these  rates  at 
least  during  the  present  season.  You  will  recall  in  the  proceed- 
ings of  the  Holmes  and  Callowell  case  we  have  had  the  question 
of  rates  from  Lake  Superior  docks  to  the  points  in  states  named 
above  in  a  proceeding  as  a  result  of  which  we  somewhat  re- 
cently prescribed  a  reasonable  distance  scale  upon  which  to 
build  these  rates. 

"That  proceeding  has  been  reopened  to  give  further  con- 
sideration to  the  rates  from  the  docks  to  the  Twin  Cities  as 
to  which  distance  scale  effected  an  increase.  The  outcome  of 
further  hearing  and  consideration  of  that  rate  is,  of  course, 
not  now  known.  It  may  or  may  not  affect  some  of  the  other 
rates.  It  is  certain  that  it  will  not  increase  them  and  cannot 
be  heard  or  be  decided  in  time  to  affect  the  movement  during 
the  remainder  of  the  present  season. 

"As  I  pointed  out  in  conversation,  the  Commission  cannot 
make  a  statement  that  rates  are  or  are  not  being  reduced.  It 
has  before  it  complaints  attacking  certain  coal  companies  and 
pending  full  hearing  of  the  parties  it,  of  course,  cannot  say 
that  these  rates  will  or  will  not  be  reduced.  We  cannot  say 
what  the  railroads  will  determine  to  do  in  view  of  the  exigencies 
that  may  exist  in  localities,  or  for  the  purpose  of  restored  rela- 
tionships in  rates  that  were  upset  by  the  Fuel  Administration 
and  the  .per  cent  of  increase  rates  that  have  been  made.  Inci- 
dentally, I  remarked  that  we  are  advised  that  the  carriers  in 
the  Southeast  are  going  to  restore  the  pre-existing  relationships 
in  rates  entirely.  The  Commission  has  no  power  to  require  a 
railroad  in  its  work  to  reduce  a  rate  except  after  full  hearing 
at  which  the  unreasonableness  of  the  existing  rate  is 
demonstrated." 


RATES  ON  RICE 

The   Traffic   World    Washington   Bureau 

In  a  report  on  No.  9922,  Lake  Charles  Rice  Milling  Company 
vs.  Abilene  &  Northern,  thei  Commission  has  ordered  the  carriers, 
by  November  15,  to  accord  transit  on  rough  rice  from  California 
and  Arkansas  at  a  charge  of  2.5  cents  where  the  out  of  line 
haul  from  Arkansas  does  not  exceed  fifteen  per  cent,  and  to 
establish  rates  on  rough  rice  from  Arkansas  and  Texas  on  a 
scale  beginning  with  5  cents  for  twenty  miles  and  less,  eleven 
cents  for  one  hundred  miles,  fourteen  for  two  hundred,  seven- 
teen for  three  hundred,  twenty-one  for  four  hundred,  and  twenty- 
two  for  five  hundred  miles.  On  cleaned  rice  from  Lake  Charles 
to  Memphis  or  Vicksburg  the  rates  are  to  be  six  cents  ovejr 
New  Orleans  or  Beaumont  to  the  Southeast,  6.5  cents  less  than 
the  combination  on  New  Orleans  at  Atlantic  seaboard;  all  rail 
and  rail-and- water,  twelve  and  a  half  cents  over  New  Orleans; 
to  Orange,  twelve  cents;  Beaumont,  14.5  cents;  Houston  and 
Galveston,  21.5;  other  Texas  points,  6.5  over  Orange.  Rates  on  rice 
bran  from  Lake  Charles  to  Texas  points  are  to  be  four  cents  over 
Orange.  The  question  of  undue  prejudice  on  rough  rice  from 
Texas  to  Lake  Charles  is  reserved  for  further  hearing. 

DECISIONS  OF  THE  COMMISSION 

(Continued  from  page  268) 

ing  lines  and  between  connecting  lines  were  justified  as  applied 
to  interstate  shipments. 

Originally  reparation  was  asked  on  all  shipments  switched 
since  November  10,  1918,  but  that  request  was  withdrawn  before 
the  last  hearing,  leaving  the  only  issue  to  be  that  of  the  reason- 
ableness of  the  present  charges  varying  from  $6  to  $23  for  team 
track  switching. 

The  Leavenworth  &  Topeka  has  been  in  financial  difficulties 
during  a  considerable  part  of  its  35  years  of  life.  Until  1916, 
it  was  operated  by  the  Santa  Fe  and  the  Union  Pacific.  Then 
a  receiver  took  charge  and  in  an  attempt  to  make  the  property 
pay  its  way,  big  increases  in  its  charges  were  made. 
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The  Louisville  &  Nashville  Railroad  Company  announces  the 
following  appointments,  effective  August  1:  E.  C.  Marks,  com- 
mercial agent,  New  Orleans;  J.  E.  Power,  traveling  freight  agent, 
New  Orleans,  vice  E.  C.  Marks;  Q.  W.  Kingsmlll,  city,  freight 
service  agent,  New  Orleans,  vice  J.  E.  Power,  promoted. 

The  Atlanta,  Birmingham  &  Atlantic  Railway  Co.  announces 
that  W.  McG.  Brooks  is  appointed  commercial  agent  at  Cincin- 
nati, vice  J.  J.  McCarty,  resigned.  The  position  of  foreign  freight 
agent,  formerly  held  by  Mr.  Brooks,  is  abolished. 

L.  P.  Daspit,  traffic  manager  of  the  Shreveport,  La.,  Cham- 
tier  of  Commerce,  has  resigned  to  become  assistant  general 
freight  agent  of  the  Southern  Pacific  at  Houston,  Texas. 

T.  J.  Shea,  commercial  agent,  has  been  promoted  to  general 
agent,  freight  department,  Chicago  and  Alton,  at  Chicago. 

The  Baltimore  &  Ohio  announces  the  appointment  of  H.  M. 
.louver,  general  freight  and  passenger  agent,  and  P.  C.  McCor- 
mick,  commercial  agent,  Chicago. 

The  Nickel  Plate  announces  the  appointment  of  E.  S.  Man- 
chester, division  freight  agent,  Erie,  Pa.,  vice  H.  L.  Baird,  trans- 
ferred; G.  B.  Merrill,  traffic  representative,  Buffalo,  vice  E.  S. 
Manchester,  and  J.  V.  Jamieson,  freight  representative,  Erie,  Pa., 
vice  G.  B.  .Merrill. 

The  Traffic  Club  of  New  England  announces  the  death,  July 
26,  of  Clarence  H.  Knight,  of  F.  Knight  &  Son,  Boston. 

J.  S.  Farish  has  been  appointed  traffic  manager  of  the 
Georgia-Florida  Saw  Mill  Association,  Jacksonville,  Fla.,  vice  W. 
E.  Gardner,  resigned. 

The  Gulf,  Mobile,  and  Northern,  August  3,  opened  an  office 
at  Kansas  City,  Mo.,  in  charge  of  W.  H.  Askew,  district  freight 
agent.  He  was  formerly  district  freight  agent  at  Memphis,  and 
is  succeeded  there  by  J.  0.  Gill. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The   Tuesday   luncheon    of   the   St.   Louis   Traffic   Club   will 
from  now  on  be  served  at  the  Planters  Hotel. 


The  first  annual  outing  of  the  Traffic  Club  of  Utica  will  be 
held   August   25   at   the   Trout  Brook   Inn. 


SHIPPING  BOARD  CHANGES- 

The   Traffic    World    Washington   Bureau 

D.  Earl  Brundage,  an  advertising  man  of  Chicago,  has  been 
appointed  advertising  manager  of  the  Shipping  Board  to  take  the 
place  of  Herman  Laue.  Chairman  Lasker  has  directed  the  new 
advertising  manager  to  make  an  investigation  of  the  advertising 
needs  of  the  board.  Mr.  Laue's  resignation  was  called  for  by 
the  chairman,  according  to  John  Callan  O'Laughlin,  assistant  to 
the  chairman,  because  he  was  not  handling  the  work  of  the  ad- 
vertising department  efficiently.  A  testimonial  dinner  to  Mr. 
Laue  was  given  in  New  York  last  week  by  advertising  and  news- 
paper representatives  and  after  the  dinner  word  was  brought  to 
Mr.  Laue  that  he  had  been  supplanted  by  Mr.  Brundage.  Mr. 
O'Laughlin  said,  however,  that  Mr.  Laue's  resignation  had  been 
requested  two  weeks  ago. 

J.  F.  Andrews,  traffic  manager  for  the  Shipping  Board  at 
New  York,  has  resigned.  Reorganization  of  the  New  York  office 
of  the  board  is  In  the  hands  of  William  J.  Love,  vice-president 
of  the  Emergency  Fleet  Corporation,  In  charge  of  traffic.  Mr. 
Andrews'  successor  has  not  been  named. 


CONN  IN  AGRICULTURE  INQUIRY 

The   Traffic    World    Washington   Bureau 

The  joint  congressional  commission  on  agricultural  inquiry 
of  which  Representative  Anderson  of  Minnesota  is  chairman, 
has  created  a  division  of  transportation  with  Donald  D.  Conn, 
known  to  traffic  men  by  reason  of  his  connection  with  the  Shev- 
lin-Carpenter  lumber  interests,  as  its  chief.  The  division  is  to 
make  a  thorough  analysis  of  rate  structure  and  car  service 
problems.  Mr.  Conn  has  the  full  power  of  that  commission  to 
bring  out  the  facts  incident  to  transportation  problems  that  he 
may  decide  are  pertinent  to  the  issues  before  the  commission. 


REAPPOINTMENT  FOR  AITCHISON 

The   Traffic    World    Washington   Bureau 

Senator  Charles  L.  McNary,  of  Oregon,  who  is  regarded  as 
the  man  whose  recommendation  caused  President  Wilson  to 
nominate  Commissioner  Aitchison,  said,  August  1,  that  the  re- 
port that  Mr.  Aitchison  had  resigned  or  was  about  to  resign, 
was  absolutely  without  foundation.  He  added  that,  "contrary 
to  the  thought  expressed  in  The  Traffic  World  (as  being  held  by 
those  who  think  themselves  politically  wise,  and  not  necessarily 
by  the  Traffic  World)  is  it  generally  understood  that  Commis- 
sioner Aitchison  will  be  reappointed." 

Senator  McNary's  interest  in  the  report,  shown  to  the  ex- 


tent of  his  denying  that  there  Is  any  foundation  for  It,  may  be 
taken  as  meaning  that  the  Oregon  senator  will  ask  the  reappolnt- 
ment  of  Mr.  Aitchison,  even  should  those  advocating  the  appoint- 
ment of  another  man  take  the  position  that  It  would  not  be  good 
politics  for  President  Harding  to  appoint  men  from  adjoining 
states  of  the  Pacific  northwest  to  places  on  the  bench  of  the 
Commission. 

The  report  of  an  intention  to  resign  has  served  to  direct  at- 
tention to  the  fact  that  Commissioner  Aitchison's  term  expires 
on  the  last  day  of  the  year  and  enables  his  friends  to  work  for 
his  reappointment,  their  reason  for  doing  so  being  that  ques- 
tion as  to  another  term  for  him  has  been  raised,  in  gossip,  at 
least,  based  on  the  fact  that  Commissioner  Campbell  Is  a  resi- 
dent of  an  adjoining  state. 


COX  IN  WASHINGTON 

The   Traffic    World    Washington   Bureau 

Frederick  I.  Cox,  nominated  by  President  Harding  to  suc- 
ceed Chairman  Clark  on  the  Commission,  visited  the  offices  of 
the  Commission  July  29.  He  spent  some  time  with  Secretary 


FREDERICK   I.  COX 

McGinty  and  called  on  several  of  the  commissioners.  Action  on 
the  nomination  may  be  taken  in  the  next  week  or  so  by  the  Sen- 
ate interstate  commerce  committee.  As  far  as  Is  known,  no 
opposition  has  developed  among  the  members  of  the  committee 
to  the  nomination. 


EXTENSION  OF  LINE  IN  KANSAS 

The    Traffic    World    Washington   Bureau 

The  Kansas,  Oklahoma  &  Gulf  Railway  Company  and  the 
Missouri,  Oklahoma  &  Gulf  Railroad  Company  have  applied  to 
the  Commission  for  authority  to  build  an  extension  from  Baxter 
Springs,  Kan.,  to  Pittsburg,  Kan.,  a  distance  of  25.3  miles.  The 
property  of  the  Missouri,  Oklahoma  &  Gulf  Is  leased  to  the 
Kansas,  Oklahoma  &  Gulf.  The  companies  stated  in  the  applica- 
tion that  business  interests  in  towns  situated  on  the  railroad 
operated  by  the  Kansas,  Oklahoma  &  Gulf  and  wholly  dependent 
upon  it  for  transportation  service,  enjoyed  far  more  than  eight 
years  access  to  markets  reached  by  other  lines  with  which  the 
Kansas,  Oklahoma  &  Gulf  system  interchanged  traffic  at  Joplin, 
Mo.,  and  thus  were  able  to  compete  with  other  communities  sit- 
uated on  other  railroads.  Since  the  discontinuance  by  the  Kan- 
sas, Oklahoma  &  Gulf  system  of  direct  train  service  to  and  from 
Joplin,  Mo.,  on  March  5,  1921,  through  refusal  of  the  St.  Louis- 
San  Francisco  to  permit  further  joint  use  of  its  tracks  between 
Baxter  Springs,  Kan.,  and  Ruth,  Mo.,  the  companies  said,  the 
communities  along  the  line  of  the  Kansas,  Oklahoma  &  Gulf  have 
been  deprived  of  markets  theretofore  accessible  and  substantial 
loss  to  them  has  resulted.  The  construction  of  the  extension  pro- 
posed will  enable  these  communities  again  to  reach  the  mar- 
kets which  were  accessible  for  more  than  eight  years,  the  ap- 
plicant said. 
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PORT  OF  Nl 


AEROPLANE -VIEW 

of -the 

CITY  OF-NEW -BEDFORD 


A 


COSHNET 


T,o    BOS.TON 


1.  Manomet   Mill,    No.  3. 

2.  Nonquitt  Spinning  Co. 

3.  Nashawena   Mills. 

4.  Manomet    Mills,    Nos.    1    and    2. 

5.  Whitman  Mills. 

6.  Pierce    Manufacturing    Co. 

7.  Soule   Mill. 

8.  Fairhaven    Mills. 

9.  Bristol    Manufacturing   Co. 

10.  Grinnell    Manufacturing    Co. 

11.  New  Bedford  Copper  Co. 

12.  Wamsutta   Mills. 

13.  Hilrand   Cutler    (cotton  waste). 

14.  New   Bedford   Gas   and    Edison 

Light  Co.   (power  plant). 

15.  Palrpoint  Corporation. 

16.  Quissett   MM!. 

17.  City  Manufacturing   Co. 

18.  Potomska  Mills. 


THE  SOUTHERN  GATEWAY 

The  chief  cotton  storage  and  spot  market  for  all  New  England. 

Approximately  750,000  bales  annually  pass  through  New  Bedford,  which  is  within  easy  motor-true 
distance  of  mills  consuming  1,242,000  bales  annually. 

Nearly  2,500,000  bales  are  used  in  a  year  within  150  miles  of  this  port. 

Finishing  plants  located  within  25  miles  of  New  Bedford  receive  millions  of  yards  of  goods  from  Sout 
mills  for  bleaching  and  dyeing  purposes. 

New  Bedford  is  the  center  of  unusually  attractive  lumber  markets,  the  entire  thickly  populated  So 
eastern  New  England  territory  having  mostly  frame  buildings. 

Overwhelming  volume  of  out-going  traffic  from  thousands  of  New  England  industrial  plants  offers  a  fej 
field  from  which  to  draw  out-going  cargoes. 

NEW  BEDFORD  IS  NO  FURTHER  FROM  S 


This  firm  will  co-operate  with  shipping  authorities 
to  develop  traffic  through  New  Bedford.  Complete 
data  with  names  of  firms,  credit  information,  etc., 
furnished  on  request. 


Ifj   «-»  _^  J  -J?  _„_  -, 
A^6df  O1TQ 


Au.u.si    ti, 
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W  BEDFORD 


NORTH 


RIVER 


N.V.C. 


CLARKS    COVE 


INDUSTRIAL  NEW  ENGLAND 

New  Bedford  has  a  large  and  sheltered  harbor  with  commodious  anchorage  basin  and  depth  for 
vessels  drawing  up  to  25  feet. 

Steel  and  concrete  state  pier  750  feet  long  is  operated  by  this  concern. 

Pier  has  double  railroad  tracks  down  its  center  with  large  transit  shed  having  second  floor 
for  storage.  It  is  connected  by  rail  with  local  public  warehouse  space  of  approximately  1,250,000 
square  feet. 

Modern  cargo  handling  equipment,  also  facilities  for  large  scale  coal  handling. 
Large  ship  chandlery  houses  available  in  port. 
Marine  ways  and  ship  yards  with  auxiliary  facilities  for  repair  work. 

LRN  PORTS  BY  WATER  THAN  NEW  YORK 


CY* 

\^*_f« 


'>rd, 


OPERATORS  OF 

Terminal  Stores  Warehouse 
North  Stores  Warehouse 
New  Bedford  State  Pier 


19.  Acushnet  Mills. 

20.  Dartmouth    Manufacturing    Corp. 

21.  Hathaway    Manufacturing    Co. 

22.  Butler  Mills. 

23.  Holmes   Manufacturing   Co. 

24.  Booth   Manufacturing  Co. 

25.  Kilburn  Mills. 

26.  Page  Manufacturing  Co. 

27.  Gosnold  Mills. 

28.  Passalc  Mills. 

29.  Sharp  Manufacturing  Co. 

30.  Morse  Twist  Drill  &.   Machine  Co. 

31.  National  Spun  Silk  Co. 

32.  New  Bedford  Cotton   Mills  Co. 

33.  Nelld  Manufacturing  Co. 

34.  W.  C.  Jones  Co.  (cotton  waste). 

35.  Taber  Mill. 

36.  Beacon   Mills. 

37.  Pierce   Bros.,   Ltd. 
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LOSS  AND  DAMAGE  CLAIMS 

(Sixteenth  of  a  series  of  articles  written   for  The   Traffic   World  by 
C.  H.   Dietrich.) 

As  intimated  in  a  previous  article,  a  claim  for  loss  and  dam- 
age is  frequently  handled  by  the  freight  claim  department  long 
after  adjustment  has  been  made  with  claimant.  The  manner 
of  distribution  of  the  amount  involved  between  the  interested 
lines  was  explained  at  that  time;  but  there  is  another  feature 
of  this  handling  after  claims  have  been  paid  that  is  troublesome, 
indeed,  and  requires  a  great  deal  of  patient  effort  in  order  to 
avoid  unnecessary  losses  to  the  carriers.  I  refer  to  the  disposi- 
tion or  sale  of  salvage  freight. 

This  is  a  feature  of  freight  claim  work  that  has  increased 
in  the  last  few  years  even  faster  than  loss  and  damage  claims 
themselves  have  increased,  and  it  is  a  serious  question  in  my 
mind  whether  a  great  deal  of  this  damaged  property  is  not 
thrown  back  on  carriers'  hands  for  disposition  unnecessarily. 
There  are,  of  course,  a  great  many  instances  where  freight 
reaches  destination  so  badly  damaged  that  it  has  little,  if  any, 
commercial  value,  and  consignee  in  such  cases,  with  the  knowl- 
edge that  the  cost  of  reconditioning  or  repairing  would  exceed 
the  value  of  the  property,  is  undoubtedly  justified  in  refusing 
such  freight  outright  and  presenting  his  claim  for  the  actual 
value.  But  this  is  not  true  in  the  large  majority  of  cases  where 
freight  is  not  badly  damaged,  but  is  damaged  only  to  such  an 
extent  that  some  reconditioning  or  repairing  is  necessary  in 
order  to  place  it  in  merchantable  condition.  Under  the  law,  as 
I  understand  it,  a  consignee  is  obligated  to  accept  and  pay  the 
charges  on  all  such  property,  having  recourse  through  claim  for 
loss  and  damage  to  the  extent  of  the  actual  damage  sustained, 
which  ordinarily  is  based  on  the  cost  of  reconditioning  or  re- 
pairing, together  with  any  depreciation  in  value  that  may  accrue 
on  account  of  the  merchandise  not  being  in  exactly  the  same 
condition  as  before  the  damage  occurred.  There  can  scarcely 
be  any  argument  on  this  proposition  and  it  is  unfortunate,  indeed, 
that  the  practice  of  rejecting  property  that  is  but  slightly  dam- 
aged has  grown  to  such  an  extent.  It  is  self-evident  that  the 
original  consignee  is  far  better  fitted,  in  almost  every  instance, 
to  make  the  necessary  repairs  or  do  the  necessary  recondition- 
ing and  he  is  then  certainly  better  able  to  dispose  of  such 
property  at  a  fair  price  than  any  freight  claim  agent  could  pos- 
sibly .hope  to  do  through  his  salvage  sales  department.  In  the 
first  place,  the  consignee  is  familiar  with  his  own  line  of  goods, 
whether  it  be  shelled  peanuts  or  high-grade  furniture,  and,  gen- 
erally speaking,  has  some  facilities  for  making  repairs,  etc.,  and 
even  though  the  property  is  sold  in  its  damaged  condition  by 
the  consignee  at  a  reduced  price,  it  is  handled  in  the  regular 
lines  of  trade  and  there  is  no  such  sacrifice  in  values  as  is  found 
where  the  carriers  are  obliged  to  make  the  sale  themselves. 

It  is  along  these  lines  that  the  freight-receiving  public  is  in 
a  position  to  co-operate  with  our  claim  departments  and  make 
a  saving  that  would  astonish  us  if  the  extent  of  it  could  be  even 
approximated. 

I  presume  there  is  not  a  single  class  of  merchandise  more 
universally  rejected  on  account  of  minor  damage  than  new  fur- 
niture. In  fact,  the  statistics  published  by  the  American  Rail- 
way Association  indicate  that  for  the  month  of  March,  1921, 
claims  were  paid  on  this  commodity  aggregating  $236,850  for 
damage,  not  including  loss.  At  this  rate  the  payments  for  one 
year  would  amount  to  $2,842,200  and  one  of  the  principal  rea- 
sons, in  my  judgment,  why  this  amount  is  so  large  is  that  the 
practice  has  become  so  common  for  a  consignee,  on  finding 
even  a  minor  damage  existing  in  connection  with  a  shipment 
of  new  furniture,  to  throw  it  back  on  the  carrier's  hands  and 
present  a  claim  for  its  full  value.  It  is  true  that,  in  some  in- 
stances, furniture  is  damaged  beyond  repair,  but  in  the  great 
majority  of  cases,  it  is  a  chair  with  one  leg  broken,  a  dresser 
scratched  or  chafed,  or  perhaps  a  piece  split  off,  and  in  such 
cases  the  consignee,  if  a  dealer,  can  readily  make  repairs,  or,  if 
consignee  is  not  a  dealer,  it  is  possible  to  have  repairs  made 
by  cabinetmakers  or  at  his  local  furniture  store;  while  a  piece 
of  furniture  so  repaired  may  not  be  quite  as  valuable  as  before 
the  break  occurred,  any  reasonable  depreciation  in  addition  to 
the  actual  cost  of  repairs  will  be  readily  allowed.  On  the  other 
hand,  what  happens  where  the  article  is  rejected  and  left  on 
the  carrier's  hands  and  a  claim  filed  for  its  entire  value,  is  that 
this  piece  of  furniture  is  forwarded  to  some  local  concentration 
point  where  a  market  for  salvage  freight  exists  and  generally 
some  further  damage  occurs  on  the  second  leg  of  the  journey, 
and  at  stated  intervals  this  damaged  property  is  disposed  of 
either  at  auction  or  at  private  sale  for  a  fraction  of  its  actual 
value.  There  are,  perhaps,  some  lines  equipped  to  make  repairs 
to  such  rejected  freight  before  placing  it  on  sale,  but  such 
lines  are  sadly  in  the  minority;  and,  even  if  repairs  are  made, 
it  is  a  difficult  matter  to  sell  repaired  furniture  outside  the  trade 
for  anything  like  its  real  value. 

Another  fruitful  source  of  unnecessary  loss  to  carriers  is 
n  connection  with  dry  goods— particularly  clothing  and  boots 

shoes— where,  on  account  of  either  damage  in  transit  or 

age  of  a  part  shipment,  the  entire  lot  is  rejected  and  claim 

for  its  value.    In  such  cases  the  carrier  is  left  with  a  broken 


line  of  merchandise  in  the  case  of  clothing  and  shoes.  There 
are  broken  sizes  and,  on  account  of  its  being  impractical  to 
sell  to  the  retail  trade,  it  is,  in  -ost  cases,  necessary  to  sacrifice 
such  merchandise  in  disposing  of  it  in  lots  of  considerable  size 
to  jobbers  or  scalpers  who  make  a  business  of  buying  this  line 
of  goods. 

We  all  realize  the  inconvenience  and  actual  expense  that 
follows  the  acceptance  of  a  pilfered  or  damaged  shipment  of 
this  class  of  goods  by  the  consignee,  who  is  nearly  always  a 
merchant,  but  the  point  I  make  is  that  the  consignee  is  always 
in  a  better  position  to  realize  on  property  so  damaged  than  the 
carrier  can  possibly  hope  to  be.  I  am  afraid  that  one  of  the 
stumbling  blocks  in  the  way  of  consignees  accepting  property 
in  this  condition  is  the  unwarranted  opinion  that  seems  to  have 
gone  abroad  that  a  consignee  accepting  such  a  shipment  is 
thereby  estopped  from  collecting  through  claims  any  amount  in 
excess  of  the  actual  value  of  missing  items;  in  other  words,  that 
he  could  not  reimburse  himself  for  his  actual  loss  by  reason 
of  the  line  or  sizes  being  broken,  whereas,  as  a  matter  of  fact, 
the  claim  departments  would  welcome  the  consignee  accepting 
such  property  and  arranging  for  an  equitable  adjustment  of  his 
entire  loss  rather  than  have  a  great  lot  of  this  unmerchantable 
stock  thrown  onto  their  hands,  making  it  necessary  for  them 
to  dispose  of  it  at  a  great  sacrifice. 

The  rejection  of  freight  is  exceptionally  annoying  in  the 
case  of  foodstuffs,  such  as  coffee,  sugar  and  similar  commodities 
that  frequently  reach  destination  with  the  package  torn  and  a 
small  part  of  the  contents  exposed  and  possibly  damaged,  or 
with  the  container  damaged  by  water — in  either  event  only  a 
small  proportion  of  the  contents  damaged  in  any  way.  There  is 
no  possible  objection  on  the  part  of  the  carrier  to  the  consignee 
accepting  such  freight  and  presenting  a  claim  for  the  value  of 
the  merchandise  actually  damaged,  turning  back  the  salvage  in 
such  cases,  but  retaining  that  portion  of  the  shipment  that  is 
in  good  condition;  but  where  a  sack  of  coffee,  weighing  one 
hundred  pounds,  or  a  sack  of  sugar,  or  a  carton  of  breakfast 
food  is  entirely  rejected  on  account  of  a  few  pounds,  at  the  most, 
being  damaged,  there  is  almost  invariably  further  damage  and 
loss  in  getting  this  property  to  a  market  where  it  can  be  disposed 
of,  and  then  disposition  is  made  at  a  price  considerably  less 
than  the  market.  Certainly,  where  the  consignee  is  a  retail 
grocer,  there  is  no  reason  why  the  entire  package  should  be 
rejected  unless  it  is  altogether  damaged.  There  are  complica- 
tions, of  course,  where  the  consignee  is  a  jobber,  with  no  facili- 
ties, perhaps,  for  reconditioning,  but,  even  in  such  cases,  it 
would  seem  only  reasonable  that  a  jobber  should  be  in  a  posi- 
tion to  take  ordinary  steps  toward  reconditioning  damaged 
sugar,  flour,  or  similar  commodities,  rather  than  unload  all  pack- 
ages that  may  be  slightly  damaged  onto  the  carriers. 

A  survey  of  some  of  our  salvage  freight  rooms  where  this 
class  of  freight  is  accumulated  from  the  entire  system  presents 
a  sight  that  would  astound  the  ordinary  observer.  The  out- 
standing feature  of  a  warehouse  for  this  class  of  freight  is  the 
hundreds  of  packages  that  could  have  been  repaired  at  a  slight 
cost  had  the  original  consignee  been  so  inclined. 

I  may  be  mistaken  in  my  conclusion  regarding  this  matter, 
but  from  my  observation  of  a  great  many  files  on  the  subject,  I 
am  convinced  that  the  average  retail  merchant  especially  is 
imbued  with  the  thought  that  he  will  place  himself  in  a  better 
position,  so  far  as  collecting  his  claim  is  concerned,  if  the  entire 
damaged  portion  of  any  shipment  consigned  to  him  is  rejected, 
than  if  he  accepts  it  and  presents  his  claim  for  the  cost  of  re- 
conditioning or  repairing;  whereas,  the  facts  of  the  matter  are 
—and  I  believe  I  speak  for  the  freight  claim  fraternity  gen- 
erally— that  if  the  consignee  is  willing  to  accept  his  damaged 
freight  and  make  an  honest  effort  toward  minimizing  the  loss 
by  handling  it  to  best  advantage  through  his  regular  channel 
of  trade,  the  appreciation  of  such  action  on  his  part  will  be 
shown  by  the  freight  claim  departments  in  promptly  adjusting 
his  actual  loss.  Of  course,  we  have  had  some  rather  discour- 
aging experiences  along  this  line  in  connection  with  consignees 
that  have  accepted  damaged  freight  and  needlessly  sacrificed  it 
by  selling  it  at  ridiculously  low  figures  with  a  view,  apparently, 
of  giving  their  customers  an  extra  fine  bargain  at  the  expense 
of  the  carriers,  but  these  are  the  exceptions  to  the  rule  and 
should  not  be  considered  as  any  argument  against  the  general  • 
policy  outlined  above.  We  have  found  it  a  very  satisfactory 
practice,  where  damaged  property  is  received  at  destination  and 
the  consignee  is  inclined  to  accept  it  and  file  claim  for  the  actual 
loss,  to  arrange  a  basis  of  adjustment  at  the  time  the  delivery 
is  made.  Then  there  can  be  no  dissatisfaction  on  the  part  of 
either  of  the  interested  parties. 

In  the  handling  of  the  sale  of  salvage  freight,  almost  every 
large  carrier  has  an  individual  plan  of  its  own,  the  handling 
almost  invariably  being  under  the  jurisdiction  of  the  freight 
claim  department,  the  idea  uppermost  in  each  plan  being  to  real- 
ize the  greatest  amount  possible  from  the  sale  of  salvage  and 
to  dispose  of  it  as  promptly  as  is  practical.  Some  lines 
turn  the  damaged  property  over  to  outside  concerns  making  a 
business  of  selling  salvage  freight.  Others  maintain  storerooms 
on  their  own  property  where  such  freight  is  accumulated  and 
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it  is  sold  much  the  same  as  through. a  department  store.  Still 
;>thers  accumulate  the  freight  at  a .  Jntral  point  and  hold  perl- 
>dlcal  auction  sales,  selling  it  to  the  highest  bidder.  In  some 
instances,  salvage  freight  is  disposed  of  at  the  station  where 
1,  through  the  local  agent  In  charge  and  there  are  un- 
:,, nil-. ^lly  good  features  about  all  of  these  various  plans.  But 
i Tc.s|J!'ctive  of  the  supervision  given  this  work  and  no  matter 
-  .'fully  it  is  watched,  there  is  bound  to  be  a  loss  to  the 
•;in-i'T  in  attempting  to  sell  damaged  merchandise  that  is  many 
iraes  greater  than  the  loss  should  be  if  each  consignee  would 
;ikr  his  property  and  handle  it  conscientiously  to  best  advan- 

:  Hun  claim  for  the  actual  loss  sustained. 
It   is  an  interesting  question  as  to  what  extent  unsuitable 
mil  inadi'iiuate  containers  are  responsible  for  the  great  number 
it  damaged  packages  thrown  back  on  carriers'  hands  for  dis- 

!i.  and  I  have  sometimes  thought  that  our  classification 
omniittees,  which  pass  on  the  question  of  containers  and  their 
i(lo<iuacy,  might  do  well  to  visit  some  of  our  large  salvage 
reight  warehouses  and  see  the  evidence  piled  up  there  testify- 
ng  unmistakably  to  the  fact  that  certain  commodities  are  found 
lere  in  such  quantities  that  there  must  be  something  wrong 
vith  the  manner  in  which  they  were  prepared  for  transportation. 
With  a  view  toward  satisfying  myself  as  to  what  commodi- 
ies  caused  us  the  most  trouble  so  far  as  arriving  at  destination 
n  bad  order  is  concerned,  I  made  an  analysis  of  the  bad-order 
rports  registered  in  my  own  office  in  the  month  of  June  and 
abulated  them  under  fifteen  different  commodities  as  indicated 
i  the  table  shown  below.  This  may  or  may  not  be  a  repre- 

ve  showing,  as  it  represents  only  one  month's  bad-order 
pports  on  one  railroad,  but  in  checking  it  up  with  our  salvage 
ales,  I  was  struck  with  the  similarity  between  the  ratio  of 
ommodities  shown  in  this  table  and  of  the  commodities  we 
enerally  find  on  hand  for  sale  in  our  salvage  warehouses. 

Number  of 

bad  order  reports 

Commodities.  on  L.  C.  L,.  shipments. 

1.    Groceries,  canned  goods,  candy  and  confections 1,605 

'!.    Glass  and  glassware,   china  and  cockery,   earthenware  and 

enamelware,   stoneware  and  pottery    

Furniture     

Clothing,  dry  goods,  notions  and  toys 

Fresh  f ri;  its  and  vegetables  

Flour,   mill  products  and  cereals    

Hardware  in  containers,    paints  and   varnishes 

Drugs,   medicine  and  toilet  preparations 

Boots  and  shoes   

Beverages     

Ruttcr,   cheese  and  dairy  products 

Eggs    

Tobacco,  cigars  and  cigarettes   

Sugar 


902 
619 
503 
369 
364 
356 
258 
250 
232 
230 
227 
225 
172 


All  other  commodities   2,814 


Total    9,126 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
id  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
en  and  the  positions  in  touch  with  each  other.  The  rates  for 
aaajfled  advertisements  ars  as  follows:  First  insertion,  {1.90  pel 
ie;  minimum  charge.  J3.00;  succeeding  insertions,  per  line,  BOc;  10 
ord«  to  the  line;  numbers  and  abbreviations  counted  as  word*; 
point  type;  payable  in  advance.  Answers  to  keyed  advertisement*1 
rwarded  free  and  all  correspondence  held  in  strict  confidence.  Th« 
WORLD.  418  South  Market  Street,  Chicago.  HI. 


'POSITION    WANTED—  With    Short    Line    or   Industrial,    by   ac- 

nntant  and  traflic  man.     Experienced  rating,  claims,  statistics,  cost, 

ulit,  disbursements,  books,  agents,  executive.     Location  immaterial. 

sive  you  detail,   references.     Address   PEP-11,   Traffic  World, 

licago. 

WANTED  —  Traffic  Managers  to  open  offices  in  Official  and  South- 
it  ions   Territories.     Address   Mr.    Goelz,    Commercial   Car 
\ssnciation.    lul  Clinton  Bldg..  Columbus,  Ohio. 

WANTED  —  Young  man  stenographer  with  some  knowledge  of 
Mithwestern  rates  for  traffic  organization.  Excellent  opportunity 
nl  good  .salary  to  right  party.  Address  D.  A.  M.  373,  Traffic  World, 

TARIFFS  —  CLASSIFICATIONS—  EXCEPTIONS     WANTED—  All 
nds.  particularly  Iceland's.  Davis',  Kelly's,  Speiden's,  etc.     Interstate 
Co..  1314%  Main  St.,  Dallas.   Texas. 

•WANTED—  Attention,    General    Manager:     Kindly    read    PEP-11, 


REVISION   OF  TARIFF  RULES 

I  he    Tragic    World    Washington   llureau 

.  The  largest  number  of  tariff  publishing  agents  that  has  been 
In  one  room  for  a  long  time  gathered  August  2  with  Director 
Hardle,  of  the  Commission's  traffic  bureau,  George  M.  Crosland, 
chief  of  the  tariff  division,  and  L.  C.  Nelson,  who  has  charge  of 
the  technical  part  of  the  preparation  of  sixth  section  permis- 
sions to  disregard  the  thirty  days'  notice  of  the  statute  or  to  dis- 
regard the  rules  governing  the  preparation  and  filing  of  tariffs. 
They  came  together  to  discuss  a  proposed  revision  of  the  tariff 
rules,  prepared  for  their  consideration  by  Mr.  Nelson.  The  sug- 
gested revision  makes  a  book  of  133  pages.  It  was  planned  to 
devote  two  days  to  rules  pertaining  to  freight  tariffs  and  an 
equal  amount  of  time  to  passenger  tariff  rules.  On  the  first  day 
the  conferring  tariff  men  were  able  to  discuss  29  of  the  133 
pace*. 

Probably  the  most  important  matter  discussed  that  day  was 

Acquire  an  Expert  Knowledge  off 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  interstate  commerce  ruling*  ?  —  to 
handle  more  advantageously  the  problem!  that  come  up  in 
domestic  and  forelun  traffic?      Then  investigate  the  LaSallc  Problem 
Method  of  home-ntady  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  out  how  thi«  coarse  can  assist 
you   to  better    knowledge   of  traffic  management   b»   giving  you 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic   executives.     Write   for  catalog   and 
low  cost  monthly  payment  plan. 

LASALLE EXTENSION  UNIVERSITY 

Department  895-T          CHICAGO,  ILLINOIS 
The  Laryett  Butinett  Training  Institution  in  th*  World 


FOR  SALE 

100  All-Steel  Tank  Cars 

8,000  Gallons  Capacity 
50  Ton  Trucks 

Cars  Now  In  Service  and  In  First  Class 
Condition 

Price  $1,500       Subject  Prior  Sale 
PRINCIPALS  ONLY 

Address  O.  R.  M.  377 

Care  TRAFFIC  WORLD,   418  So.  Market  St.,  Chicago 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 

and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 
SAMMIS,  LAKE  &  COMPANY 

Whil.fi. Id  Sammi. 

M.in  ail  417  SOUTHERN  BUILDING 


d  South  Bldg.  Boston, 

llicott  Square  Buffalo. 


TRANS-CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsolidators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 

Time,  Trouble  and   Money.     Don't  hesitate — Investigate — Write  for  particulars. 

General  Offices:    Chicago,  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  Bldft. 

Philadelphia.  Drexel  Bide.  Los  Angeles,  Van  Nuys  Bldg. 

Cincinnati.  Union  Trust  Bldg.  San  Francisco.  Monadnock  Bldg.  Portland,  Ore..  131(1  and  Kearney  Sts 

Cleveland,  Hippodrome  Bldg.  Seattle.  Alaska  Bldg.  M'riir  the  Nearest  Office. 
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a  proposed  rule  that  each  tariff  shall  contain  an  alphabetically 
arranged  and  complete  index  of  points  from  which  rates  apply 
and  a  like  index  of  destination  points.  The  eastern  trunk  lines 
were  particularly  anxious  to  continue  their  present  practice  of 
publishing  commodity  rates  in  a  tariff  and  referring  to  their 
separately  published  class  tariffs  for  destinations  to  which  such 
commodity  rates  would  apply.  The  rule,  as  drawn,  would  require 
the  discontinuance  of  that  method  of  giving  information  to  the 
public.  Their  argument  was  that  the  present  practice  was  more 
economical  because  it  lessened  the  number  of  pages  in  the  tariffs. 
They  said  each  tariff  would  have  to  be  materially  increased  in 
size  so  as  to  accommodate  the  indexes  required.  Mr.  Crosland, 
who  has  had  much  experience  in  such  matters,  said  the  rules 
were  for  simplification  and  that,  in  the  long  run,  he  thought 
the  present  method  was  the  more  expensive  because  agents  and 
shippers  have  to  refer  continually  to  two  tariffs,  while  under 
the  proposed  rule  reference  would  have  to  be  made  to  only  one 
publication.  The  western  lines  were  not  particularly  interested 
because  it  is  not  a  general  practice  with  them  to  require  a 
shipper  to  use  two  tariffs  in  finding  a  single  rate. 

One  definite  proposal  made  by  the  carriers  was  that  the 
Commission  eliminate  the  rule  that  requires  them  to  print,  in 
the  upper  left  hand  corner  of  a  tariff,  a  legend  to  the  effect  that 
only  so  many  supplements  to  this  tariff  will  be  in  effect  at  any 
time.  The  carriers  contended  that  it  was  superfluous  and  served 
no  good  purpose  because,  frequently,  more  than  the  number  of 
supplements  specified  in  the  legend  must  be  in  operation  at  the 
same  time  because  the  Commission  has  ordered  the  filing  of 
supplements  in  excess  of  the  number  permitted  by  the  rule.  In 
other  words,  the  Commission  itself  so  often  requires  disregard 
of  the  rule  that  the  legend  is  misleading  to  those  not  familiar 
with  the  fact  that  the  Commission  frequently  directs  disregard 
of  the  rule. 

At  the  second  and  final  day's  session  of  the  conference 
considerable  discussion  developed  with  respect  to  the  amouni 
of  supplemental  matter  to  tariffs  that  may  be  issued.  The 
proposed  rule  of  the  Commission  provides  on  tariffs  exceeding 
32  pages,  not  more  than  25  per  cent  of  the  number  of  pages 
in  the  tariff  may  be  contained  in  supplements  to  such  tariffs. 
The  carriers  urged  that  this  be  increased  to  40  per  cent,  ana 
asked  that  they  be  permitted  to  issue  four  supplements  to 
tariffs  containing  more  than  200  pages  instead  of  300  pages,  as 
proposed  in  the  Commission's  rule. 

In  discussing  proposed  rule  11,  which  provides  that  carriers 
must  publish  an  index  of  all  tariffs  in  effect  or  to  which  they 
are  parties,  the  carriers  urged  that  section  two  of  the  tariff 
index  be  entirely  eliminated.  This  section  contains  a  list  of 
all  tariffs  under  which  the  publishing  carrier  is  a  delivering  car- 
rier. The  contention  of  the  carriers  was  that  this  section  was 
an  added  expense  to  their  tariff  publication  which  served  no 
good  purpose,  that  it  was  never  used,  and  that  they  felt  that 
they  should  not  be  required  to  continue  this  section,  which 
generally  constitutes  45  to  50  per  cent  of  the  publication.  It 
was  pointed  out,  in  the  discussion,  that  this  section  is  frequently 
used  by  the  Commission's  employes;  also  that  it  is  of  large 
assistance  to  the  consignee  in  enabling  him  to  locate  the  tariff 
containing  rates  applicable  on  shipments  received  by  him.  Mr. 
Crosland,  chief  of  the  tariff  section  of  the  Bureau  of  Traffic, 
stated  that  it  was  his  understanding  that  the  present  regula- 
tions of  the  Commission  with  regard  to  posting  tariffs  were 
issued  in  view  of  the  fact  that  the  tariff  index  of  each  carrier 
contained  this  section,  and  that  it  was  his  view  that  the  Com- 
mission would  have  to  amend  its  posting  rules  before  this  sec- 
tion could  be  eliminated. 

In  behalf  of  consignees  it  was  asserted  that  that  section 
of  the  tariff  is  the  only  way  in  which  a  consignee  can  check  up 
on  the  rate  which  the  railroad  or  the  consignor  tell  him  he  must 
pay.  The  tariff  men  of  the  carriers  suggested  that  it  was  very 
expensive  to  them.  One  objector,  when  asked  what  he  would 
advise  as  a  substitute,  for  saving  money,  suggested  that  the 
first  section  be  omitted  because  it  is  of  no  benefit  to  the  con- 
signee, that  when  the  consignee  turns  consignor,  he  knows  that 
he  can  find  the  rates  of  the  originating  road  in  the  tariffs  on 
file  at  the  station  whence  he  does  his  shipping,  but  that  the 
tariffs  of  the  roads  from  which  his  delivering  carrier  receives 
freight  are  not  on  file  at  that  station  and  that  the  railroads, 
under  the  present  rules,  are  not  required  to  post  at  a  given 
station,  all  the  tariffs  to  which  they  are  parties.  Therefore, 
that  objector  said,  if  one  section  of  the  tariff  must  be  abandoned 
to  save  expense,  it  would  be  preferable  to  sacrifice  the  first  and 
not  the  second  section. 


RAILROAD  RELIEF  LEGISLATION 

The    Traffic    World    Washington   Bureau 

President  Harding  is  endeavoring  to  obtain  some  speed 
from  the  Senate  interstate  committee  with  regard  to  legislation 
providing  -for  the  funding  of  what  the  railroads  owe  the  govern- 
ment on  account  of  capital  expenditures  during  federal  control. 
Senator  Townsend,  as  acting  chairman  of  the  committee,  1ms 
called  a  meeting  of  that  body  for  August  9,  which  Chairman 
Cummins  is  expected  to  attend  and  at  which  plans  for  expedit- 
ing legislation  will  be  considered. 

President  Harding  has  informed  congressional  leaders  that 
he  would  like  to  see  legislation  authorizing  the  War  Finance 
Corporation  to  advance  money  to  the  Railroad  Administration 
enacted  before  a  recess  is  taken  by  Congress,  and  an  effort  will 
be  made  to  do  that. 

Two  bills  have  been  introduced  which  are  designed  to  meet 
the  recommendations  of  the  President,  one  by  Senator  Town- 
send,  member  of  the  Senate  interstate  commerce  committee,  and 
one  by  Representative  Winslow,  chairman  of  the  House  commit- 
tee on  interstate  and  foreign  commerce. 

Chairman  Winslow  did  not  anticipate  that  any  action  would 
be  taken  on  his  bill  this  week,  and  Senator  Townsend  said  he 
was  waiting  on  the  return  of  Senator  Cummins  from  Atlantic 
City  or  word  that  he  approved  the  proposed  legislation.  The 
senator  thought  it  possible  that  the  committee  might  meet  this 
week,  but  he  did  not  think  it  likely  that  hearings  would  be  held. 

It  will  probably  be  next  week  or  later  before  the  proposed 
legislation  is  taken  up  on  the  floor  in  Congress.  Not  much  con- 
certed opposition  to  the  legislation  is  anticipated,  particularly  if 
legislation  providing  for  financial  aid  to  the  farmers  goes  through. 
The  Administration  plan  originally  provided  for  legislation 
authorizing  the  War  Finance  Corporation  to  aid  both  the  rail- 
roads and  the  farmers,  but  the  senators  from  the  agricultural 
states  objected  to  the  tying  together  of  the  two  subjects. 

The  Winslow  bill  (H.  R.  7994)  provides  for  the  addition  of 
two  new  subdivisions  at  the  end  of  section  207  of  the  transporta- 
tion act.  It  provides  for  the  purchase  of  railroad  securities  from 
the  President  by  the  War  Finance  Corporation,  limiting  such 
purchases  to  $500,000,000.  The  Corporation  may  sell  such  securi- 
ties to  the  public.  The  Townsend  bill  (S.  2335)  would  amend  the 
War  Finance  Corporation  act  so  as  to  give  the  corporation  the 
authority  to  buy  not  exceeding  $590,000,000  of  railroad  securities 
from  the  Director-General  of  Railroads.  With  the  exception  of 
different  phraseology  the  two  bills  would  accomplish  the  same 
purpose. 

In  a  review  of  accomplishments  of  the  last  four  months  by 
various  branches  of  the  government  in  the  direction  of  restoring 
normalcy,  the  White  House,  late  July  29,  had  the  following  to 
with  regard  to  the  railroads: 

The    financial   necessities   of  the   railroads    have   long   been   recog- 
nized as  of  imminent  concern  to  the  entire  country,  not  only  bee,- 
efficient  transportation  is  vitally  necessary,   but  also  because  ther> 
hope   for  a  resumption   of  industrial   activity   when   the    railroads 
put  in  funds  and  enabled  to  begin  buying  the  vast  quantities  of  mate- 
rial which  they  need.     In  order  to  make  this  possible,  the  adminislia- 
tion  has  put  forth  a  program  which  contemplates  the  early  and  rai'iil 
settlement  of  the  accounts  between  the  railroads  and  the  government, 
growing  out  of  the  period  of  federal  control  and  operation.     This  set- 
tlement  should   enable   the    roads   to   become   extensive    purchase! 
materials    and    thus    greatly    improve    industrial    conditions.      In    this 
connection    the    President    has    recommended    to    Congress    that    the 
War  Finance  Corporation  should  be  given  power  to  •purchase   railroad 
securities  from   the  Director-General  of  Railroads  in   order  to   lirianee 
the    settlements    by    the    railroad    administration.      This    proposal    is 
merely  a  revival   of   the  war-time   powers   of   the   corporation,    under 
which  it  made  advances  of  about  $205,000,000  to  the  Director-Genera 
of    Railroads    and    the    railroad    companies.      Of    this    amount 
$160.000,000  has  been  repaid.     In  connection  with  the  advance.1- 
ously  made   the  War  Finance  Corporation   was   able   to  give   effective 
assistance    to   the    general    railroad    credit   situation    by    means    of    its 
intervention  and  the  co-operation  it  was  able  to  secure  from  bankers. 
It    is   expected   that   its    intervention   at   this    time   will   again    have   a 
beneficial  effect  on  general  railroad  credit,  and  also  that  the  corpora- 
tion will  again  be  able  to  secure  the  whole-hearted  co-operation    >f  the 
bankers    of   the    country    in    developing    the    market    for    railroad    s 
curities. 


N.  O.  T.  &  M.  BONDS 

The  New  Orleans,  Texas  &  Mexico  has  been  authorized  in 

finance  docket  No.  1450,  to  issue  $561,800  of  first  mortgage  bonds 

series  "A"  as  a  pledge  for  a  short-term  note  of  $500,000  to  be 

obtained   from    the    Columbia   Trust   Company   to    replenish    its 

treasury,  at  an  interest  rate  not  to  exceed  7  per  cent  per  annum 

Inasmuch  as  two  of  the  directors  of  the  railroad  company  are 

also  directors  of  the  Columbia  Trust  Company,  the  Commission 

laid  the  question  has  arisen  as  to  the  application  to  this  trans- 

ct.on  of  section  10  of  the  Clayton  anti-trust  act.    That  is  a  ques- 

<>n,  the  Commission  said,  that  It  did  not  undertake  to  decide 


PENNSYLVANIA  WORKING  RULES 

If  the  Pennsylvania  Railroad  adheres  to  the  determination, 
frequently  expressed  In  recent  bulletins  and  notices,  to  continue 
negotiating  working  rules  and  regulations  under  its  present 
policy,  it  is  likely  that  a  real  test  of  the  jurisdiction  and  powers 
of  the  Labor  Board  in  the  matter  will  soon  be  made.  This  is 
forecast  by  the  decision  of  the  board  (No.  218)  covering  the  dis- 
pute over  representation  recently  heard  before  that  body.  The 
report  was  made  public  August  1.  Both  parties  to  the  dispute  are 
declared  in  the  wrong  on  certain  points  and  are  ordered  to  begin 
the  selection  of  representatives  anew. 

The  dispute  arose  when  the  officials  of  the  Pennsylvania 
fused  to  deal  with  representatives  of  the  System  Federation, 
choosing,  instead,  to  negotiate  with  individuals  elected  1>>  tin 
workers  on  a  ballot  provided  by  the  company,  on  which  no  pro- 
vision for  the  selection  of  an  organization  was  made.  The  board 
severely  censures  the  carrier  for  this  procedure,  holding  thai  it 
"had  no  more  right  to  undertake  to  assume  control  of  the  selec- 
tion of  the  representatives  of  the  employes  than  Hie  emplo 
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Shipping  Tags 

that  have  proved  their  superiority 
to  thousands  of  firms.  Let  us 
submit  samples  and  prices.  It 
will  put  you  under  no  obligation. 

Campbell   Paper  Box  Co. 

South  Bend,  Indiana 


NEW  ORLEANS-EUROPE 


Corunna,  Plymouth,  Bologne  S/M 

and  Amsterdam  vi«  Vera  Cruz  and 

Havana 

Sailing  from  New  Orleans 

S.  S.  Hollandia August  19th 

S.  S.  Frisia September  16th 

S.  S.  Hollandia October  28th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Agents, 

630  Common  Street,     New  Orleans,  La. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Railroad  Accounting  Service 

KVV  Valuations— 

Vv  Cost  Statistics 

Systems  for  Accounting  Office* 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Short  Lint  Railroad  Am 
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RAH  rkDniTD  aTADC  cause  the  loss  of  many  hard 
DJ\U  UKUE.K  CAK9  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

l*jf¥ls"U    «"•!?   TUTC    ¥  sfkCC    can   he  saved  by  the  use  of 
tVIU^Il   WsT     inia   m»»    Kennedy  Car  L/lners.     These 
car  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

iv  nvj  ivi  n"s:'%/  GX/cfT'E1  HAT  of  car  liners  prevent  leakage 
nurMrMEjJJl  »I»lt,IVl  jn  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
wMrw!"  m**i»"i7  Kennedy  Car  Liners  for  all  cases  of  bad 
">  *-<  Wl/lal&Ej  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

\mriw  w  •\ff\ti  sxiraT  give  us  an  opportunity  to  submit 
WILL  IUU  IMU1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

R.  R.  fiOVIN,   Pr.ild.nt.  90  West  Street.  New  York 

5'  2-  ¥Et!5?r/lrIt  Vl"  Pr«l"«n«.  80  West  Street.  New  York. 

Sin'  JH1^S,y',Sl>Mnd  Vlc.-Pre.ld.nt,  90  Wo*  Street.  New  York. 

°io^--  LOWELL,    Third    Vic.   President,   in   charge  of  Operation   and   Traffic. 
w  weit  (street.  New  York. 

J-  £•   HE2,8.JL.OILF.:  TrM»"rM%  »0  West  Street.  New  York. 
•-  W.  •.  WHITNEY,  Secr.tary.  90  West  Street,  New  York. 


New  York  Offices,  90  West  St.,  New  York 

E.  A.   FALL.   Freight  and  Traffic  Manager.   80  West    Street.   New  York. 

J.    R.    DRANEY.    Assistant    Freight    and    Traffic    Manager,    B»    Weat    Street    N«w 

J.    COOKMAN    BOYD.    General    Counael.    Builder*    Exchange    Bldg..    lllllailll, 

Md. 

C.  A.  KELLEY,  General  Auditor.  90  Weat  Street.  New  York. 
J.  P.  CONNOR.  Superintendent.  Wagner.  Point.  Baltimore.  Md. 
THOMAS    KEARNY.    G.neral   Solicitor.   90  Welt  Street,    New   York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

The  Chesapeake  A  Curtla  Bay  Railroad  Co..  having  Its  terminal  at  deep  water.   Baltimore.   Md..    la   In  a  poaltloo  to   reoeln   all  foreign   freight   destine.1    I*   iBtsrta* 
*0r^i^ncl  to  Uk*  <alre  of  out«oln*  freight  for  foreign  countries. 

Thla  compajiy  maiiiUlna  a  high  standard  of  service  In  the  handling  of  ahlpmrnM  to  and  from  the  Industries  located  on  lu  line.     The  territory  oor«r«d  W  this  raUnM 
Er*n  nperlnr  slUM  for  the  location  of  Industries  of  every  description.      Firms.   Individuals  and  corporations  contemplating  the  location  of  business  enterprises  are  umtM  st 
wrr^!S?n<i  with  8anlu<l1  J-  Nathan,  «0  West  Street,  New  York  City.     Maps  and  full  Information  concerning  available  property  will  be  promptly  furnished. 
Mileage  at   present  operated.   T  miles;  additional  under  construction. 
Ughterage  connection  with  all  coastwise  lines  out  of  Bsltlmore  for  seaboard  ports. 
•reeptlonaj    location  for   plants   desiring   tidewater  delivery. 

OONNBCT1ONB—  At  Clinton  Street  with  the  Pennsylvania  Railroad  via  float  at  Wagners  Point.  C.  *  C.  B.  a.  R.  to  Curtl.  Bay.     At  Port  Cortngtoo  Witt  Iks  w— — 
iryland  via  float  to  Wagners  Point.   C.    A  C.    B.   B.   B.    to  Curtis  Bay.     With  th.  Baltimore   A   Ohio   Bewail   Branch   at   Wagners  Point.      Through 
to  all  points  Bast.   West.   North  and   South.     Industries  located   on   o«r   line  have  Uu  advantac.  of  «at  Baltimore  rat*. 
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would  have  had  to  supervise  the  naming  of  the  representatives 
of  the  carrier,  for  the  statute  plainly  provides  that  the  employes 
shall  ''designate  and  authorize'  their  representatives." 

On  the  other  hand,  the  System  Federation  is  called  to  ac- 
count for  not  making  provisions  on  its  ballot  for  the  selecting 
of  individuals.  The  board  prescribes  a  new  ballot,  which  gives 
the  voter  his  choice  of  either  representation,  and  it  further 
orders  that  any  individual  who  does  not  represent  an  organiza- 
tion and  who  bears  the  signed  authorization  of  100  of  his  fellow- 
workers  may  sit  in  at  conferences  regarding  rules  and  regula- 
tions. 

The  road  is  declared  wrong  on  two  other  points,  because  it 
chose  to  divide  the  system  into  regions  for  the  purposes  of  nego- 
tiation and  refused  to  recognize  the  right  of  the  employes  to 
select  representatives  who  were  not  actually  employed  by  the 
Pennsylvania.  In  the  latter  connection  the  board  said: 

The  Labor  Board  also  holds  that  the  employes  may  vote  for  repre- 
sentatives who  are  not  employes  of  the  carrier,  if  they  so  desire,  just 
as  the  carrier  may  select  a  representative  who  is  neither  a  directpr 
nor  a  stockholder.  It  is  out  of  line  with  the  customary  procedure  in 
this  country  to  contend  that  a  party  to  any  suit  or  controversy  in  any 
court  or  tribunal  shall  be  denied  counsel  and  compelled  to  represent 
himself. 

Both  parties  are  then  called  to  task  by  what  the  board  con- 
sidered their  failure  honestly  to  strive  to  get  together.  It  is 
pointed  out  that  had  the  road  acceded  to  the  request  of  the  fed- 
eraion  to  leave  provision  on  its  ballot  for  the  selection  of  a  rep- 
resentative organization,  the  dispute  would  not  have  developed. 

Neither  of  the  parties  to  this  dispute  can  serve  the  country,  or 
justify  themselves  in  the  eyes  of  the  public  by  any  amount  of  propa- 
ganda, if  they  permit  a  controversy  over  small  technicalities  to  inter- 
rupt commerce  and  bring  loss  and  suffering  upon  themselves  and  the 
public. 

There  is  no  question  of  the  closed  or  open  shop  involved  in  this 
dispute  and  no  other  real  matter  of  principle.  The  question  involved 
is  merely  one  of  procedure. 

At  a  time  when  the  nation  is  slowly  and  painfully  progressing 
through  the  conditions  of  industrial  depression,  unemployment  and 
unrest  consequent  upon  the  war,  it  is  almost  treasonable  for  any 
employer  or  employe  to  stubbornly  haggle  over  non-essentials  at  the 
risk  of  social  chaos. 

The  question  of  jurisdiction  is  dismissed  with  a  single  sen- 
tence: 

The  Labor  Board  acquired  such  jurisdiction,  but  that  question  is 
not  of  prime  importance  in  this  case. 

The  Labor  Board,  August  4,  followed  up  its  decision  of 
August  1,  with  respect  to  working  rules  on  the  Pennsylvania, 
by  deciding  docket  No.  405  (decision  No.  220),  Brotherhood  of 
Railway  and  Steamship  Clerks,  Freight  Handlers,  Express  and 
Station  Employes  vs.  Pennsylvania  System.  The  question  in- 
volved was: 

Was  the  procedure  adopted  by  the  carrier  to  ascertain  who  should 
represent  the  employes  in  the  clerical  and  station  service  in  the 
negotiations  on  rules  legal  and  binding  on  the  employes?  If  not, 
what  steps  should  be  taken  to  name  the  representatives  of  said  class 
of  employes  in  the  conference  on  rules  and  working  conditions? 

The  decision  of  the  board  is  as  follows: 

The  Labor  Board  declares  that  the  election  held  by  the  carrier, 
as  hereinbefore  described,  was  illegal  and  void,  and  that  the  rules 
negotiated  by  the  alleged  representatives  selected  by  said  ballot  will 
be  void  and  of  no  effect. 

The  board  orders  that  another  election  be  held  to  determine  the 
choice  of  a  majority  of  each  of  the  three  classes  of  employes  above 
set  out,  as  to  their  representatives  in  the  negotiations  of  rules  and 
working  conditions. 

A  conference  shall  be  held  on  or  before  August  15.  1921,  at  such 
place  as  the  carrier  may  designate  (of  which  due  notice  shall  be 
given  to  all  interested  parties)  between  the  duly  authorized  repre- 
sentatives of  the  carrier  and  of  the  system  board  of  adjustment  of 
the  Brotherhood  of  Railway  and  Steamship  Clerks,  Freight  Handlers, 
Express  and  Station  Employes;  the  duly  authorized  representatives 
of  any  other  similar  organization  embracing  in  its  membership  anv 
of  the  employes  in  either  of  said  classes;  and  the  duly  authorized 
representatives  of  one  hundred  or  more  unorganized  emp'loyes. 

Representatives  of  unorganized  employes  authorized  to  attend  this 
conference  must  have  the  individual  and  personal  signature  and 
authorization  of  not  less  than  one  hundred  employes  of  either  of  said 
three  classes,  said  authorization  also  showing  the  place  of  employ- 
ment and  the  class  of  employes  to  which  each  belongs 

Said  conference  will  arrange  all  the  details  of  said  proposed  ballot 
and  election,  along  the  same  lines  and  under  rules  and  reguations 
analogous  to  those  provided  for  the  shop  crafts  in  Decision  No  218 

Wlien  the  ballots  have  been  canvassed,  the  result  shall  be  reported 
to  the  Labor  Board,  and  the  chosen  representatives  of  the  carrier  and 
the  employes  will  proceed  with  the  negotiation  of  rules 

.  ?,f  either  party  to  .this  dispute  should  believe  at  any  time  that  the 


000  to  the  Pittsburg,  Shawmut  &  Northern  was  issued  under 
section  204  in  partial  payment  on  account  of  reimbursement  of 
deficit. 

The  Treasury  Department  has  announced  the  following  pay- 
ments to  railroads  under  partial  payment  certificates  issued  by 
the  Commission:  Colorado  &  Southern,  $340,000;  Denison  & 
Pacific  Suburban,  $1,800;  Rio  Grande  Southern,  $15,000;  Tono- 
pah &  Goldfield,  $80,000.  The  Commission  has  issued  a  cer- 
tificate for  $64,000  in  favor  of  the  Kentwood  &  Eastern  Railway 
on  account  of  the  deficit  suffered  by  that  road  during  federal 
control. 

The  Commission,  August  3,  announced  that  it  had  issued 
partial  payment  certificates  to  roads  accepting  the  guaranty 
provisions  of  the  transportation  act,  to  tide  the  carriers  over 
the  first  six  months  after  the  end  of  federal  control,  as  follows: 
Midland  Valley  of  Arkansas,  $63,000;  Bristol  Railroad  of  Ver- 
mont, $3,000;  North  Fork  of  Pennsylvania,  $20,000;  and  Ala- 
bama Northern,  $3,000. 

The  Railroad  Administration  announced  on  August  3  the 
following  final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  Delaware,  Lackawanna  &  Western 
Railroad  Company,  $5,000,000;  Elgin,  Joliet  &  Eastern  Railway 
Company,  $3,700,000;  Gulf  Coast  Lines,  $800,000;  New  York 
Dock  Railway,  $64,861;  Fairchild  &  Northeastern  Railway  Com- 
pany, $10,000.  The  payment  of  these  claims  on  final  settlement 
is  largely  made  up  of  balance  of  compensation  due,  but  includes 
all  other  disputed  items  as  between  the  railroad  companies  ~and 
the  Administration  during  the  twenty-six  months  of  federal 
control. 


PAYMENTS  TO  CARRIERS 

The  Commission  has  issued  the  following  additional  partial 

payment  certificates:     Colorado   &   Southern,  $340,000-    Denison 

&  Pacific  Suburban,  $1,800;  Rio  Grande  Southern,  $15000-  Boyne 

City,  Gaylord  &  Alpena,  $12,500;  Alabama,  Tennessee  &'  North- 

ern,   $22,500;    St.    Joseph    &    Grand    Island,    $40,000;    Galveston 

Wharf   Company,    $39,000;    Chicago   &    Erie,    $336.500-    Chicago 

unnel  Company,  $14,500;   Tonopah  &  Goldfield,  $80,000-   Hunt- 

;don  &  Broad  Top  Mountain  Railroad  &  Coal  Company    $122- 

R5;  Houston  &  Brazos  Valley,  $15,500.     A  certificate  for  $200'- 


RAILROAD  VALUATIONS 

The    Traffic    World    Washington   Bureau 

The  Commission,  August  1,  announced  valuation  data  on 
five  small  railroads,  including  the  Moshassuck  Valley,  the  indus- 
trial carrier  that  has  figured  prominently  in  various  reports  in 
the  second  industrial  railways  case.  AH  the  final  values  an- 
nounced are  as  of  June  SO,  1916,  except  that  relating  to  the 
Chicago  &  Wabash  Valley  Railway  Company.  The  final  value 
announced  with  regard  to  its  property  is  as  of  June  30,  1915. 

The  final  value  of  the  Chicago  &  Wabash  Valley  is  $455,- 
500,  reproduction  new,  ?439,339  and  reproduction,  less  deprecia- 
tion, $376,339. 

The  final  value  of  the  Milledgeville  Railway  Company  is 
$70,551;  reproduction  new;  $88,659,  and  reproduction,  less  de- 
preciation, $69,590;  that  of  the  Monroe  Railroad  Company,  $119,- 
000;  reproduction  new,  $131,040;  and  reproduction,  less  deprecia- 
tion $94,963;  that  of  the  Sugar  Land  Railway  Company,  $434,- 
983;  reproduction  new,  $525,552;  and  reproduction,  less  deprecia- 
tion, $407,465. 

The  final  value  of  the  Moshassuck  alley  Railroad  Company 
is  put  at  $160,404;  reproduction  new,  $128,451  and  reproduction 
less  depreciation,  $94,414.  The  original  cost  was  reported  as  hav- 
ing been  $112,544.  The  road  has  non-carrier  property  valued  at 
$137,678.  President  Sayles  of  that  company  owns  90  per  cent 
of  its  stock. 

Tentative  valuation  reports  on  the  properties  of  the  Wichita 
Union  Terminal  Railway  Company,  the  Ouachita  &  Northwest- 
ern  Railroad  Company  and  the  New  Orleans,  Natalbany  & 
Natchez  Railway  Company  were  made  public  by  the  Commission 
July  30.  Final  values  on  the  properties  were  fixed  as  follows: 
Wichita  Union  Terminal,  as  of  June  30,  1916,  $2,070,911;  Ouachita 
&  Northwestern,  as  of  June  30,  1916,  $354,944;  New  Orleans, 
Natalbany  &  Natchez,  as  of  June  30,  1916,  total  used,  $381,619; 
total  owned,  $368,769. 

Protests  against  final  values  heretofore  tentatively  fixed  by 
the  Commission  have  been  filed  by  the  Norfolk  Terminal  Rail- 
way Company,  Norfolk  Southern,  Atlantic  &  North  Carolina, 
Carthage  &  Pinehurst,  Kinston  Carolina  Railroad  Company, 
Carolina  Railroad  Company  and  the  Texas  Midland  Railroad. 

The  final  value  of  the  property  of  the  St.  Louis  Southwest- 
ern Railway  Company,  as  of  June  30,  1915,  has  been  fixed  as 
follows  by  the  Commission:  Total  used,  $29,072,479;  total  owned, 
$26,792,424.  The  total  capital  obligations  of  the  carrier  on  val- 
uation date  amounted  to  $123,327,083.20.  Of  that  amount  $86,- 
827,083.20  is  funded  debt  and  the  remainder  capital  stock. 

The  property  of  the  Union  Freight  Railroad  Company,  as 
of  June  30,  1915,  was  valued  at  $429,833. 

A  final  value  of  $686,444  was  placed  on  the  property  of  the 
Manistique  &  Lake  Superior,  as  of  June  30,  1915. 

The  property  of  the  Montpelier  &  Wells  River  .Railroad  was 
valued  at  $1,750,000,  as  of  June  30,  1914. 

The  Commission  has  stated  the  final  value  of  the  Jonesboro, 
Lake  City  &  Eastern  Railroad  Company,  as  of  June  80,  1916, 
at  $1,117,328;  cost  of  reproduction  new,  $1,264,884,  and  cost  of 
reproduction,  less  depreciation,  $968,543;  that  of  (lie  Portland 
(Me.)  Terminal  Company  at  $7,022,530;  cost  of  reproduction 
new  at  $6,001,170,  and  cost  of  reproduction,  less  depreciation, 
$4,382,255. 
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Be  a  Certified 

Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  biff.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  Qualify  for  one  of  these 
big  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  Qualified  we  assist  you  to  secure 
s  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  bow  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  28-A  4043  Drexel  Blvd.,  Chicago,  111. 


No  More 

Lost  Shipments 

STOP  your  lost  ship- 
ments; show  con- 
signees your  goods  will 
always  come  through. 
Do  it  with  Duo-Safety 
Shipping  Tags. 
Big  shippers  of  the 
country  have  adopted 
these  tags.  As  a  result 
they  have  no  more  lost 
shipments. 

DUO-SAFETY 
SHIPPING  TAG 

The  Tag  with  the  Safety 
Identification  Stub 

See  the  illustration.  The  stub  always  stays  with  the  ship- 
ment and  carries  your  return  address.  If  the  tag  is  destroyed 
or  mutilated,  the  carrier  merely  notifies  you,  asking  for 
shipping  instructions  and  the  goods  go  forward  promptly. 

We  also  make  coupon  tagx,  work  tag*  and  tags  for  every  purpose. 

Main  Office  and  Factory:     Chicago,  Illinois,  U.  S.  A. 


If  lag  is 
destroyed 


17    T 
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New  York  City  SALES  OFFICES 

St.  Louis,  Mo.  Kansas  City,  Mo.  Boston,  Mass. 

Denver,  Colo.  Detroit,  Mich.  Rochester,  N.  Y. 


Los  Angeles,  Cal. 
Cleveland,  Ohio 
Milwaukee,  Wis. 


TAG  SERVICE 


\. 


IMPORTANT 


BUY 


NOW! 


Standard  Prices  Our  Prices 

$15.00    Bentley   Phrase  Code,   universally   used    $8.60 

$15.00    Same,   Traveler's  Complete  Pocket  Size 7.50 

A.    B.    C.,    Sixth,    Latest 18.50 

A.   B.   C.,   Fifth,   called   IMPROVED 18.00 

Same,  identical  text  with  five  letter  condensed 8.00 

Baltimore   Grain   Code  Editions 15.00 

Leiber's   Standard   and   five   letter 15.00 

Peterson's    International    Banking   Code 15.00 

Scott's   10th   Edition,   Shipper's   Code 27.50 

Western   Union   five   letter,   $30.00   Universal 19.50 


120.00 

six.no 
$12.00 
SIT,.  nil 
$15.00 


|30.00 
$30.00 


Add  Postage  to  Destination,  40c.    We  Sell  All  Codes  Published. 


H.    BENSIN6ER    CODE    BOOK     DISTRIBUTORS 

15  Whitehall  St.,  New  York  City.      CABLES:  "MULTIGRAPH,"  N.  Y. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffi 


'A  child  can  find  them' 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Tru.t  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Mun.ey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bid*. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


THE   BISQUE  RATE  DOCTRINE 

Editor  The  Traffic  World: 

Your  editorial  July  16  commenting  on  the  tentative  report 
of  Attorney-Examiner  Disque  and  the  report  itself  are  certainly 
very  interesting  reading.  There  is  no  doubt  of  the  thoroughness 
of  the  manner  in  which  Mr.  Disque  has  presented  his  case  on 
behalf  of  the  National  Live  Stock  Shippers'  League  and,  assum- 
ing that  this  industry  is  in  such  a  serious  condition,  the  stock- 
men have  apparently  reasonable  grounds  for  seeking  relief,  irre- 
spective of  whether  their  distress  is  due  directly  or  otherwise 
to  increased  freight  rates.  I  also  agree  that,  from  an  economic 
view,  rates  on  certain  commodities  are  too  high,  or  more  than 
the  traffic  will  bear  under  present  conditions;  but  the  situation 
is  complex  and  will  require  careful  and  thorough  investigation 
by  the  I.  C.  C.  in  view  of  the  direct  orders  issued  to  the  Com- 
mission by  Congress  in  the  enactment  of  the  transportation  act 
of  1920. 

I  believe  that,  had  the  award  in  Ex  Parte  74  been  made 
effective  twelve  or  eighteen  months'  earlier,  the  railroads  might 
possibly  have  earned  the  6  per  cent  net  revenue  which  the  award 
was  hoped  to  produce  and  petitions  for  reduced  rates  would 
have  been  more  favorably  considered  at  this  time. 

With,  perhaps,  a  few  exceptions,  all  industries  during  war 
time  did  abnormal  business  and  on  a  strictly  profitable  basis 
by  adjusting  their  prices  to  conform  with  operating  expenses; 
but  the  railroads  continued  to  operate  without  any  material  in- 
crease in  rates  until  the  rush  in  business  had  subsided  and, 
consequently,  received  no  benefit  from  such  increase.  When 
adverse  trade  conditions  began  to  be  felt  that  unfortunate  trait 
in  human  nature,  selfishness,  began  to  assert  itself  and  protests 
by  the  thousands  were  sent  out  against  increase  in  freight  rates 
generally.  It  is  a  well  established  fact  that  a  large  majority 
held  and  still  hold  that  the  increase  was  partly,  if  not  wholly, 
responsible  for  the  depression  in  trade  and  that  the  railroads 
should  assume  the  initiative  by  reducing  their  rates. 

That  some  of  the  petitioners  have  just  and  reasonable 
grounds  for  complaint  is  not  denied,  but  as  I  am  not  sufficiently 
familiar  with  present  rates  or  the  volume  of  livestock  movement 
in  the  west,  any  comment  on  my  part  would  be  out  of  order: 
but  I  do  know  that  in  this  section,  from  the  inherent  nature  of 
the  traffic,  requiring,  as  it  does,  exceptional  service  to  comply 
with  the  law,  the  transportation  of  livestock  is  not  a  strictly 
profitable  business  for  the  carriers,  it  being  very  often  neces- 
sary to  call  out  extra  train  crews  to  move  a  relatively  small 
number  of  cars. 

The  statement  of  Mr.  Disque  that  the  American  people  are 
becoming  vegetarian  is  perhaps  more  or  less  true,  though  I 
hardly  believe  this  is  from  choice,  but  rather  on  account  of 
prevailing  conditions  and  the  continued  high  prices  of  meat  de- 
manded by  the  retailers.  The  whole  situation  revolves  on  "too 
much  prosperity"  and  the  after  effect  is  bitter  medicine  to  swal- 
low; but  similar  conditions  have  existed  before,  though  prob- 
ably not  so  acute,  and  we  will  eventually  recover  or,  to  use  the 
now  common  term,  get  back  to  normalcy. 

The  railroads  realize  that  high  rates  are  possibly  retarding 
the  movement  of  certain  commodities,  but  say  they  cannot  con- 
sistently recommend  reductions  unless  reasonable  assurance  is 
given  that  doing  so  will  start  a  demand  for  a  particular  com- 
modity and  incidentally  increase  their  revenue.  This  argument 
is  logical,  and  no  doubt  the  same  view  is  taken  by  the  Com- 
mission in  considering  the  petitions  for  reduced  rates. 

I  do  not  wish  it  to  be  inferred  from  my  expression  of  opinion 
that  I  am  opposed  to  any  movement  towards  lower  rates,  but 
it  has  been  made  clear  that  a  general  reduction  would  not  have 
the  effect  of  restoring  business  prosperity.  In  other  words  and 
by  way  of  illustration: 

"A,"  on  account  of  dull  business,  endeavors  to  sell  to  "B" 
a  supply  of  certain  materials,  but  "B,"  being  in  the  same  boat 
as  "A"  and  having  sufficient  material  on  hand  for  his  present 
needs,  besides  an  accumulated  stock  of  finished  product,  hesi- 
tates. Would  the  fact  that  the  freight  rate  on  this  particular 
commodity  had  been  reduced,  offer  any  inducement  for  a  sale? 

In  regard  to  our  foreign  commerce,  Commissioner  Crissinger 
says:  "There  is  not  now  that  freedom  of  commercial  interchange 
which  in  normal  times  is  the  great  equalizer  and  leveler."  The 
high  rate  of  foreign  exchange,  and  the  prevailing  unsettled  con- 
ditions In  European  countries  are,  no  doubt,  relative  factors 
in  our  foreign  trade  situation  and  as  a  result  our  surplus 
products  are  thrown  on  an  open  market  with  little  or  no  demand. 

This  is  the  unfortunate  condition  that  has  now  been  in 
existence  for  over  twelve  months,  and  the  prophecies  made  by  a 


large  number  of  our  prominent  men  a  year  ago   have  so  far  failed 
to  materialize  so,  as  it  is, 

Everybody  says  that  Somebody  should  lead  the  great  parade 
Of  Industry  and  Commerce — leave  depression  in  the  shade. 
But  Mr.  Somebody  says  that  Everybody,  so  far  as  he  can  see. 
Has  passed  the  buck  to  the  railroads,  and  the  "I.  C.  C." 

Some   Shippers    say   higb    freight   rates    have    made    trade   conditions 

grave ; 

But  the  railroads  take  it  calmly,  and  let  .the  shippers  rave. 
Now  Anybody  and  Everybody  are  wondering  what  will  be 
The  ultimate  decision  of  the  "I.  C.  C." 

Kindly  excuse  this  horrible  attempt,  but  it  does  appear  as 
if  everybody  were  "passing  the  buck"  and  leaving  it  to  the 
other  fellow  to  start  something.  We  are  looked  on  by  other 
nations  as  leaders  of  progress;  surely  we  cannot  afford  to  lose 
that  reputation  by  remaining  passive  during  this  period  of  re- 
action. 

B.  Scrivener,  Traffic  Department., 

Acheson  Graphite  Company. 
Niagara  Falls,  N.  Y.,  July  28,  1921. 


DEFENSE  OF  LEWIS'  VIEWS 

Editor  The  Traffic  World: 

We  usually  are  in  accord  with  your  sentiment  on  state  rates 
regulated  by  the  Interstate  Commerce  Commission.  However, 
we  feel  that  your  editorial  of  July  23  unduly  criticizes  Commis- 
sioner Lewis,  when  all  of  the  facts  have  been  carefully  con- 
sidered. Our  reasons  for  reaching  this  conclusion  are: 

1.  The  new  transportation  act   is  apparently   faulty   with   respect 
to  the  jurisdiction  of  the  Commission  over  state  rates,  as  indicated  by 
the  different  interpretations  placed  on  it  by  the  competent  authorities. 

2.  The   fact  that  Commissioner  Esch,   who  is   presumed   to   know 
the   intent  of  Congress,   was  silent,   indicates  to  our  mind   that   he  is 
uncertain  as  to  the  extent  of  the  Commission's  authority  regardless  of 
what  Congress  intended. 

3.  Section  13.  subdivision  3,  of  the  new  act  indicates  very  clearly 
that   Congress   recognized   the    state   authority,    as    it    expressly    M.I  Us 
that    when    there    shall    be    brought    in    issue    any    rate.    fnre.    I-IIM-KV. 
classification,  regulation  or  practice,  made  or  imposed  by  authority  of 
any  state,   the  Commission,   before  proceeding  to  hear  and   dispose  of  j 
such    issue,    shall    cause    the    states    interested    to    be    notified    of   the 
proceeding.     T*he  Commission  may  confer  with   the  authorities  of  ;in> 
state    having    regulatory    jurisdiction    over    the    class    of    persons    anil 
corporations    subject    to    this    act    with     respect    to    the    relationship 
between  rate   structures  and   practices  of  carriers  and   subject    tn   the 
jurisdiction  of  such  state  bodies  and  of  the  Commission;   and   to  that! 
end.   is  authorized  and  empowered,    under  rules  prescribed  by   it.   anil 
which  may  be  modified  from  time  to  time  to  hold  joint  meetings  with 
such  state  regulating  bodies  on  any  matters  wherein   the  Commission 
is  empowered  to  act  and  where  the  rate-making  authority  of  ;i    state 
is,  or  may  be.  affected  by  the  action  taken  by  the  Commission. 

4.  The    Commission    evidently    recognized    that    the    state    bodies 
have  same  authority  as  indicated  by  the  various  state  cases  that  have 
been  heard. 

5.  Section    1,    subdivision    2.    specifically    provides    that    the    pro- 
visions of  that  act  shall  not  apply  to  the  transportation  of  passengers! 
or   property   wholly   within    one    state    and    not    shipped    to    or   from  a: 
foreign  country,   from  or  to  any  place  in   the  United   States  as  afore- 
said. 

It  appears  to  us  that  the  Commission  assumes  that  its  only 
jurisdiction  over  state  rates  is  to  remove  discrimination  or 
undue  prejudice.  With  this  in  mind,  we  respectively  submit 
that  the  majority  opinion,  in  the  Kansas  rate  case,  was  com- 
pelled, by  the  record  submitted,  to  remove  the  apparent  dis- 
crimination as  a  whole  and  not  by  reason  of  an  arbitrary  power 
that  permitted  them  to  override  the  Kansas  Public  Utilities  Com- 
mission. In  other  words,  we  think  that  if  an  elaborate  record 
had  been  presented,  showing  the  individual  rates  applicable  to 
intrastate  traffic  that  were  higher  than  interstate  rates,  the  Com- 
mission would  have  decided  that  such  rates  would  only  be  in- 
creased an  amount  that  would  bring  them  up  to  the  interstate 
rate  increased  by  35  per  cent. 

This  view  seems  plausible  after  a  study  of  that  portion  of 
Commissioner  McChord's  opinion  that  reads: 

As    we    understand     it,    these     inconsistencies     (higher    intrnslHt' 
rates)   are  referred  to  by  the  Court  of  Industrial   Relations,    nut   will 
the   idea   that  we   should   here   correct   them,    but   as   reason   why 
should   not   supplant    the    general    increase    of   30    per   cent    in    Kansas 
with  one  of  35  per  cent.     The  inconsistencies  that  are  pointed  out 
not  new  developments,   but  are   matters   of  long  standing.      Howeve 
in   this   connection,   we   may  call   attention   to   the   amended   orders 
several  intrastate  cases  that  have  been  before  us,  which  providi 
no  carrier  is  required   to  maintain   a   higher   intrastate   rate   than 
corresponding  interstate  rate. 

Now,  if  Congress  intended  to  divest  the  various  states  c 
their  power  to  prescribe  rates  within  the  state,  by  that  portioi 
of  the  act  as  reflected  in  Section  15-A,  subdivision  2  and  3,  whic! 
provides  that  the  Commission  shall  initiate,  modify,  establish 
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Merchandise 

STORAGE: 
DISTRI  BUTION 

North   Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


San  Francisco  Warehouse  Co., 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


ROUTE  YOUR  CARGO  VIA 

Mobile  GuKporl ? Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL    AND    MANCHESTER 

"MAIDEN    CREEK"    Due  early  August 

"SEEKONK"    or    Sub    Due  about   September   8th 

A-l     STEAMER     Due  late  September 

HAMBURG    AND    BREMEN 

"AFOUNDRIA"     Due  Mobile  August   1st 

A-l     STEAMER     Due  about  August  20th 

"EASTERN   SUN"    Due     September  18th 

BRISTOL    CITY    AND    AVONMOUTH 

"PASSAIC   BRIDGE"    Loading.    Sailing  August  3rd 

"WALLKILL"    or    Sub Due  late   September 

BRISTOL    CITY    AND    GLASGOW 

"NESCO"    or    Sub Due  late  August 

LONDON 

"COAHOMA    COUNTY"    : Due  Mobile  August   1st 

A-l    STEAMER    Due  late   August 

LONDON    AND    HULL 

"ANNISTON"   or  Sub Due  about  September   14th 

ABERDEEN    AND    LEITH 

"CLAVARACK"  or  Sub Due  Mobile  September  4th 

Waterman   Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 


Are  You  Using  the  Best 
Warehouse  in  Every  City? 


The  American   Chain  of  Warehouses,    Inc.,    Is   Accepted  by 

the  Largest  Mercantile  Houses  as  the  Standard 

in  Warehouse  Efficiency 


A  large  per  cent  of  the  commerce  of  this  country 
must  be  handled  at  one  time  or  another  by  public 
warehouses.  In  selecting  a  custodian  of  your  .mer- 
chandise the  same  care  should  be  exercised  as  in 
selecting  a  Banking  House  to  handle  your  funds. 

The  AMERICAN  CHAIN  OF  WAREHOUSES  is 
a  system  of  the  largest,  most  reliable  and  competent 
warehouse  companies  in  America,  forming  an  organi- 
zation international  in  character  and  unlimited  in  its 
usefulness  to  shippers. 

Send  for  illustrated  directory  of  American  ware- 
house and  transfer  companies,  just  off  the  press. 


American  Chain  of  Warehouses,  Inc. 


F.  ROCHAMBEAU 
Executive  Secretary 

General  office,  39  Beach  St.,  New  York 
Telephone  1  ISO  Canal,  Extension  9 


P.  F.  CASSIDY, 
Chicago  Representative 

203  S.  Dearborn  St. 
Telephone  Harrison  3300 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-31 4-316  WILLIAMSON  STREET 


P.  0.  Box 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
PhonaNo.4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER,  NEW  YORK 


General  Storage 


Carload  Distribution 


Members  American  Warehousemen's  Association  and   American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  F».  Floor  Space  —  Fireproof  —  Bonded  —  $200,»00  CipiUl 
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or  adjust  rates  so  that  carriers  as  a  whole  earn  an  aggregate  in- 
come equal,  as  nearly  as  can  be,  to  a  fair  return  on  the  aggre- 
gate value  of  the  property  of  such  carriers  held  for  and  used 
in  the  service  of  transportation,  then  we  conclude  that  it  is  only 
mockery  to  hold  hearings  in  any  state  case  and  that  expense 
should  be  avoided  by  immediately  amending  the  law  so  as  there 
can  be  no  doubt  as  to  its  meaning.  If  learned  lawyers  disagree 
as  to  the  authority  it  extends,  then  the  ordinary  layman,  who 
is  presumed  to  know  all  the  law,  has  little  chance. 

In  conclusion,  we  add  that  we  believe  Commissioner  Lewis 
was  constrained  to  take  the  broad  view.  He  evidently  felt  that 
on  the  record  all  of  the  discrimination  was  not  against  inter- 
state commerce,  and  those  intrastate  rates  that  were  higher  than 
corresponding  interstate  rates  should  not  be  further  increased 
beyond  the  interstate  rate. 

We  do  not  presume  to  be  a  critic,  but  express  these  thoughts 
merely  to  show  that  we  are  one  of  the  many  who  believe  the 
law  should  be  amended. 

Walter  A.  Zelnicker  Supply  Co., 
W.  P.  Malott,  Traffic  Manager. 

St.  Louis,  Mo.,  August  2,  1921. 


WHY  A  MERCHANT  MARINE? 

Editor  The  Traffic  World: 

Your  reader  will  attempt  to  deal  in  all  soberness  with  the 
set  of  questions  you  have  propounded  in  your  issue  of  July  23 
on  the  above  subject. 

Is  there  anything  sacred  in  the  doctrine  of  an  American 
merchant  marine  or  any  lack  of  patriotism  in  being  opposed 
to  such  an  institution  as  an  economic  extravagance? 

I  would  construe  Webster's  definition  of  the  word  "sacred" 
to  imply  something  pertaining  to  an  ideal,  and,  without  chance 
of  contradiction,  I  would  say  that  the  entire  American  nation 
has  nearly  idealized  those  days  when  America  was  supreme  in 
its  proud  position  as  the  world's  first  maritime  nation.  The 
doctrine  is  surely  a  good  one  and  as  nearly  idealistic — or  should 
be  with  Americans — as  our  doctrine  of  democracy.  Measuring 
our  three  years  of  existence  as  a  maritime  nation  of  modern 
days  with  the  many  laborious  days  and  years  expended  by,  for 
instance,  England  before  that  nation  attained  her  position  as 
a  powerful  mercantile-marine  nation,  I  feel  constrained  in  deny- 
ing your  implication  that  our  strivings  toward  maritime  im- 
.portance  should  already  be  described  as  an  economic  extrava- 
gance and  a  definite  failure.  More  properly,  and  until  time 
proves  otherwise,  why  not  call  it  an  investment  rather  than  an 
extravagance? 

Can  an  American  merchant  marine  be  maintained  without 
taxation  on  the  public? 

Yes.  With  a  resumption  of  normal  times,  a  study  of  the 
past  before  the  world  war,  and  with  wise  administration  of  our 
gigantic  resources,  it  is  entirely  feasible  to  turn  our  merchant 
fleet  into  a  distinctly  profitable  ally  to  our  other  foreign  trad- 
ing resources  and  accomplishments. 

Is  John  Smith  willing  to  be  taxed,  etc? 

In  the  same  manner  that  the  said  Smith  may  be  willing 
to  be  taxed  for  the  erection  of  a  great  irrigation  sluice  which 
will  in  time  transform  his  scraggly,  barren,  dry  farm  into  a 
stretch  of  fertile  fields,  John  Smith  must  surely  be  willing  and 
should  be  made  to  pay  his  due  of  taxes. 

Does  Bill  Jones,  etc.,  care?  If  he  ought  to  care,  why? 
The  average  Jones,  I  sincerely  believe,  cares  and  feels  a 
certain  material  pride  in  the  thought  that  America  has  at  last 
— and  after  a  long  period  of  ignominious  deprivation — come  back 
into  her  own.  He  should  feel— as  does  John  Smith— that  his 
taxes,  paid  to  bring  into  being  an  institution  of  economic  and 
international  influence,  could  be  no  better  applied,  and,  further, 
is  a  call  on  him  only  temporary  in  nature  to  end  in  a  compara- 
tively short  time. 

Should  John  Smith  pay  taxes  so  that  Bill's  care  may  be 
gratified? 

Like  the  well  known  Siamese  Twins,  the  future  of  John  and 
Bill  are  so  indissolubly  blended,  that  both  will  gain  in  the  ac- 
complishment of  the  ideal  of  maritime  leadership,  and  in  the 
absence  of  such  power,  both  will  surely  lose. 

If  an  American  merchant  marine  cannot  be  maintained 
etc? 

If  an  American  merchant  marine  cannot  be  maintained 
without  a  yearly  loss  without  ending,  so  large  as  to  be  incom- 
mensurate with  the  manifold  benefits  accruing  from  such  a  tre- 
mendous and  profitable  leverage  in  world-wide  trading,  then  no 
amount  of  patriotism  nor  any  measure  of  ideals  can — or  should 
— permit  us  to  maintain  such  an  uneconomical  position. 

I  may  here  digress  from  the  obviously  difficult  task  of 
answering  your  questions  to  quote  interesting  and  graphic  facts 
and  figures  reflected  by  the  economist,  Mr.  Pipp  of  "Pipp's 
Weekly,"  in  a  recent  article.  He  has  termed  them  "concrete 
figures,"  and  those  which  I  shall  quote  are  quite  striking  enough 
in  the  premises  to  merit  the  term  "concrete." 

Reducing  our  unit  of  taxpayers  to  the  head  of  a  family 

that  is,  one  out  of  every  five  to  "foot  the  bills,"  or  25,000,000  heads 
of  families  as  a  calculating  unit,  which  is  extremely  liberal — 
note  the  estimated  costs  of  different  items  of  our  government 


for  1921,  based  on  what  each  head  of  a  family  is  expected  to 
pay: 

Military  and  naval  expenditures $40.00 

Interest  and  amortization   of  debt 50.011 

Pensions   and  insurance 20.00 

Retirement  of  debt   30.00 

Postoffice     20.00 

General    government    expenditures 30  00 

I  iailrqad     25  00 

Shipping-     5'.00 

Again  I  ask  you  to  note  that  Smith  and  Jones  will  pay 
taxes  to  support  our  railroads,  amounting  to  $25,  and  to  sup- 
port our  merchant  marine,  $5. 

I  am  not  sure  that  your  further  questions  are  for  my  an- 
swering. I  would  judge,  instead,  that  they  are  rather  questions 
in  the  way  of  advancing  your  opinions  on  this  momentous  sub- 
ject. We  agree  with  you  thfat  the  LaFollette  law  must  be  re- 
pealed, or  at  least  certainly  amended  to  a  sufficient  extent  that, 
while  safeguarding  the  interest  of  American  labor  to  insure 
justice  to  those  who  "go  down  to  the  sea  in  ships"  and  who 
keep  our  ships  on  the  seas,  will  enable  us  to  economically  pro- 
gress toward  a  perfect  sea-service.  Just  as  the  railroads  are 
writhing — or  very  cleverly  simulating — in  the  throes  of  com- 
bined federal  and  private  mis-management,  so  is  the  emergency 
fleet  suffering  inward  cramps  from  too  much  theoretical  medi- 
cine and  change  of  doctors. 

When  you  refer  to  the  merchant  marine  as  a  dead  thing, 
requiring  artificial  respiration,  you  surely  must  be  associating 
your  thoughts  on  the  subject  of  the  merchant  marine  with  the 
present  depression  in  railroad  securities.  The  questions  con- 
fronting the  railroads  and  our  merchant  marine  are  similar  in 
that  both  branches  of  our  nation's  resources  are  suffering  from 
a  common  malady — namely,  the  poisonous  effect  of  the  most 
extraordinary  business  depression  within  the  memory  of  most 
men  of  business.  They  can  both  recover,  and  the  main  essential 
for  recovery  is  a  resumption  of  business  along  the  scale  to  which 
we  had  accustomed  ourselves  prior  to  1914.  With  a  resumption 
of  such  conditions,  you  will,  without  doubt,  witness  a  recovery 
in  both  instances,  which  will  go  far  toward  answering  most  of 
the  questions  which  have  agitated  your  editorial  columns  in 
recent  years.  Of  course,  if  you  regard  as  hopeless  an  improve- 
ment in  American  railroads,  we  may  all,  in  despair,  give  up 
the  question  of  an  American  merchant  marine. 

As  I  have  said,  I  believe  that  the  railroads  and  the  mer- 
chant marine  are  so  closely  bound— and  will  continue  to  be  <-o 
bound  in  the  future — as  to  constitute  either  a  future  joint 
menace  or  joint  advantage. 

You  refer  to  the  use  of  foreign  bottoms  for  taking  care  of 
our  aspirations  toward  influence  and  profit  in  foreign  trade. 
Surely,  you  have  been  observing  the  spasms  of  pain  and  per- 
plexity that  other  nations  have  been  indulging  in  simultaneously 
with  the  birth  of  our  own  confusing  problems?  Witness  the 
problems  of  Japan,  England,  Norway,  and  Denmark.  Is  it  be- 
cause a  LaFollette  has  sprung  up  in  those  countries  to  harass 
the  taxpayer  and  worry  the  men  who  administer  the  affairs  of 
those  nations?  Or,  rather,  is  it  not  because  the  same  pincer 
that  is  squeezing  cries  of  agonized  (and  agonizing)  pain  from 
our  steamship  operators  and  all  tax  payers  is  getting  in 
same  direful  and  depressing  work  in  those  countries?  If  I  mako 
myself  vague,  I  refer  to  world-wide  depression  in  all  business. 

The  emergency  fleet  is  a  burden  right  at  this  time.  The 
Heavens  will  witness  to  the  fact  that  the  railroads  are  assuredly 
a  burden  on  the  creaking  backs  of  American  taxpayers;  but 
do  you  believe — even  in  its  worst  aspect — that  our  railroad  sys- 
tem is  actually,  and  in  the  true  sense  of  the  word,  a  real  burden 
to  us  and  not  an  advantage  which  can  and  will  eventually  be 
turned  back  into  its  one-time  national  asset?  If  you  believe  the 
railroads  are  a  burden  and  that  we  should  sell  our  railroads  to, 
say  the  Canadian  Pacific  or  the  National  Railway  de  Mexico,  for 
operation  for  account  of  American  business,  then  I  agree  with 
you  that  we  should  throw  up  the  sponge  and  give  away,  if  needs 
be,  our  magnificent  and  hitherto  mis-managed  fleet  of  brand-new 
merchant  ships. 

D.  A.  Dimitry,  Traffic  Manager, 
New  Orleans  &  South  American  Steamship  Co. 

New  Orleans,  La.,  August  2,  1921. 


CANTALOUPE   SHIPMENTS    BREAK    RECORDS 

The   Market  Reporter,  issued   by  the   XI.   S.   Department  of 
Agriculture,  says: 

The   car-lot   movement   of   cantaloupes    from    the   Imperial   V; 
California,    although    not   complete    for   the    season,    now    exceeds   all 
previous  records. 

On  July   9   the   movement   had   reached   9,952   cars,   or  S57   cars  in 
excess  of  the  total  movement  of  1920,  which  was  the  heaviest  of 
ceding-  seasons. 

Although   the   movement  has  been  exceptionally  heavy,   the   total 
might  have   reached   12,000   cars   had   it  not   been   for  the   ravage! 
aphis,  which  resulted  in  the  condemnation  of  between  6,000  and  > 
acres  of  late  melons,  according  to  the  horticultural  inspectors. 

To  move  upward  of  10,000  cars  of  iced  cantaloupes  in  such  a  short 
time  has  been  a  herculean  task.  Probbably  no  such  marketing  prob- 
lem in  the  United  States  ever  has  been  handled  with  so  little  «', in- 
fusion. At  no  time  was  there  a  shortage  of  cars.  Ice  was  plentiful, 
and  the  excellent  service  of  the  transportation  companies  is  refle<  -ti-<l 
in  the  reports  of  the  good  quality  and  condition  of  the  melons  now 
arriving  on  the  market. 
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BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  freight  and   Passenger  §ervice 

S.S.  HAWKEYE  STATE 

S.S.   BUCKEYE   STATE 

Sailing  from  Baltimore  every  35  days 

Kate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  Stairs  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Cattle  &  Cook,  Ltd. 


REGULAR  SERVICES 
REIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES,  Cunard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-12  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  648  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   &. 
South   American  S.  S.  Co. 

INCORPORATED 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,.  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


Pacific  Mail  Steamship  Co. 


Under  American 


PASSENGERS  AND  FRE-lGHT-Ettablithed  184S 


TRANS-PACIFIC  SERVICE 

"The  Sunshine  Belt  to  the  Orient" 

San  F-ancisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 

Hongkong 

Passenger  and   freight  sailings   by    new  and   luxurious   U.  S.  Shipping  Board 

steamer  5.  S.  Golden  State  (August  20th):  S.S.  Empire  State  (October  1st): 

U.  S.  S.  B.  steamer  (October  |5th);  S.  S.  Golden  State  (October  29th); 

and  pending  delivery  3  other  U.  S.  S.  B.  steamers 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu.  Manila.  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 
Passenger  and  freight  sailings  monthly  by 

5.  5.  Creole  State  (August  13th):   S.  5.  Wolverine  State  (September  14th) 
5.  5.  Granite  State  (October  15th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 

Libertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.  5.  Venezuela  nails  from  San  Francisco  August  I  1th 

from  Baltimore  September  20th 

5.5.  Colombia  sails  from  Baltimore  August  30th 

5.  S.  Ecuador  sails  from  San  Francisco  September  15th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico),  Jacksonville.  Savannah,  Norfolk 


SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

ween  Shanghai,  Hongkong.  Saigon,  Singapore,  Penang,  Range 
Calcutta 

Freight  only.    Sailing*  every  ten  day* — eight  U.  S.  S.  B.  *teamer* 


Through  bill*  of  lading  i**ued  to  and  from  point*  beyond  port*  of  call 


General  Pa**enger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street.  San  Francisco 
10  Hanover  Square*,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 
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REVENUE  FREIGHT  LOADING 

The    Traffic    World    Washington   Bureau 

An  increase  of  14,096  in  the  number  of  cars  loaded  with 
revenue  freight  the  week  ended  July  23,  compared  with  the 
previous  week,  was  shown  by  reports  received  from  carriers 
by  the  car  service  division  of  the  American  Railway  Association. 
The  total  for  the  week  was  790,348  cars,  which  was,  however, 
a  decrease  of  138,070  cars  compared  with  the  corresponding 
week  last  year  and  a  decrease  of  119,334  cars  compared  with 
the  corresponding  week  in  1919. 

The  principal  increase  the  week  of  July  23  was  in  the  load- 
ing of  grain  and  grain  products,  which  totaled  64,919  cars,  or 
7,928  cars  more  than  during  the  preceding  week.  This  total  was 
29.442  cars  greater  than  that  for  the  corresponding  week  in  1920 
and  13,374  cars  in  excess  of  that  for  the  corresponding  week  in 
1919.  It  also  was  7,804  cars  above  the  peak  loading  of  any  week 
since  January,  1919,  which  is  as  far  back  as  the  car  service  di- 
vision records  go. 

Tabulations  also  show  that  from  June  1  to  July  28,  inclusive, 
362,800  cars  were  loaded  with  grain  and  grain  products.  This 
is  100,000  cars  more  than  were  loaded  with  that  commodity  dur- 
ing the  same  period  last  year.  It  also  exceeded  the  loadings 
for  the  same  period  in  1919  by  83,400  cars. 

An  increase  of  4,804  cars  in  the  number  loaded  the  week 
of  July  23,  compared  with  the  week  before,  with  merchandise 
and  miscellaneous  freight,  which  includes  manufactured  prod- 
ucts, was  also  reported.  The  total  for  the  week  was  467,889 
cars,  which  was,  however,  48,796  cars  under  that  for  the  cor- 
responding week  last  year. 

Coal  loadings  totaled  152,142  cars,  or  only  26  cars  more 
than  during  the  preceding  week,  but  49,448  cars  under  that  for 
the  same  week  last  year.  It  was  also  31,641  cars  below  the 
total  for  the  corresponding  week  in  1919. 

Tabulations  show  that  the  loading  of  livestock  totaled  24,- 
689  cars  for  the  week,  which  was  a  decrease  of  113  cars  com- 
pared with  the  week  before,  while  coke  loadings  increased  191 
cars  to  a  total  of  3,928  cars.  Forest  products  fell  off  911  cars, 
the  total  being  43,126,  and  ore  loadings  were  33,655  cars,  or  an 
increase  of  2,171  cars  over  the  preceding  week. 

Except  for  grain  and  grain  products,  the  loading  of  all  com- 
modities was  less  during  the  week  than  during  the  correspond- 
ing week  in  1920. 

Compared  by  districts,  all  reported  increases  in  the  number 
of  cars  loaded  compared  with  the  week  before,  but  there  were 
reductions  in  all  except  the  Southwestern  district,  compared 
with  the  corresponding  week  last  year. 


on  July  1.  Allowing  for  7  per  cent  being  normal,  cars  in  need 
of  repairs  above  normal  totaled  204,396,  which,  added  to  the 
total  surplus,  means  555,168  cars  out  of  service  because  of  busi- 
ness conditions. 


CAR  SURPLUS  AND  SHORTAGE 

The    Traffic    World    Washington   Bureau 

Freight  cars  temporarily  out  of  service  due  to  the  business 
depression  totaled  555,168  July  23,  according  to  reports  received 
from  the  railroads  of  the  United  States  by  the  car  service  divi- 
sion of  the  American  Railway  Association.  This  is  a  reduction 
of  approximately  10,000  since  July  15. 

In  reaching  this  total  the  car  service  division  takes  into 
account  the  total  number  of  cars  now  in  excess  of  current  freight 
requirements,  as  well  as  the  number  of  cars  now  awaiting 
repairs,  above  seven  per  cent  of  the  total.  Officials  of  that  or- 
ganization believe  that  this  percentage,  while  higher  than  the 
accepted  maximum  of  the  pre-war  period,  probably  represents 
a  better  standard  for  present  comparisons,  due  to  the  difficult 
conditions  respecting  labor  and  materials  during  the  last  three 
years. 

The  change  in  the  method  of  compiling  the  number  of  idle 
cars  is  due  to  the  fact  that  the  car  service  division  has  felt  that 
the  data  heretofore  presented  to  the  public  relative  to  surplus 
cars  did  not  go  far  enough  in  picturing  the  true  situation,  but 
that  some  recognition  should  be  given  to  the  number  of  bad- 
order  cars,  owing  to  the  fact  that  the  latter  are  closely  related 
to  the  subect  of  cars  idle  because  of  the  business  depression. 

Reports  show  that  surplus  cars  July  23  numbered  350,772, 
which  was  a  reduction  of  21,278  cars,  compared  with  the  total 
on  July  15.  This  reduction  was  due  principally  to  the  increased 
demand  in  the  central  western  region  for  grain  cars.  Surplus 
box  cars  totaled  119,442  cars,  which  was  a  decrease  of  16,191 
compared  with  the  earlier  date,  while  surplus  coal  cars  were 
reduced  5,049  to  a  total  of  168,568.  Surplus  stock  cars  fell  off 
628  during  that  period,  so  that  on  July  23  they  numbered  16,297. 

Reports  from  the  central  western  region  show  that  the  de- 
crease in  the  number  of  surplus  cars  reported  in  that  territory 
was  not  offset  by  any  incease  in  the  number  of  cars  needing 
repairs,  but  that  the  freight  car  situation  in  that  part  of  the 
country  has  taken  a  turn  for  the  better. 

Due  to  the  demand  for  grain  cars,  a  shortage  of  2,768  freight 
cars  was  reported  to  the  car  service  division,  of  which  2,500 
represented  box  cars.  This  was  an  increase  of  1,500  over  the 
total  shortage  reported  on  July  15. 

Cars  in  need  of  repairs  July  15  totaled  365,092,  or  15.9  per 
cent  of  the  cars  on  line,  compared  with  354,611,  or  15.4  per  cent, 


FREIGHT  CARS  IN  SERVICE 

The    Traffic    World*  Washington   Bureau 

Statistics  have  been  compiled  by  the  Bureau  of  Railway 
Economics  covering  freight  cars  in  service  at  the  end  of  all 
years  from  1911  to  1920,  inclusive.  The  increase  in  that  period 
of  ten  years  in  the  number  of  freight  cars  in  service  has  been 
only  237,162. 

From  December  31,   1917,  to  December  31,  1919,  there  was 
an  actual  decrease  of  125,324.     The  complete  table  folows: 
As  of  Freight  Cars.  As  of  Freight  Cars. 

June   30,    1911 2,145,050       June   30,    1916 2,264.233 

June   30,    1912 2,168,223       December    21,    1917 2.507.536 

June   30     1913...  2.237,446       December    31,    1918 2,42fi.f>14 

June   30,    1914 2,291,750       December    31,    1919 2,389,860 

June  30,    1915 2,286,792       December    31.    1920 2,382,212 

G.  M.  &  N.  CREATES  TONNAGE 

The  Gulf,  Mobile  &  Northern  Railroad  Company  has,  tribu- 
tary to  its  line,  between  seven  and  ten  million  acres  of  cut-over 
land,  and,  realizing  the  importance  of  turning  this  .land  into 
some  useful  purpose,  it  has,  as  one  of  its  methods  of  encourag- 
ing agricultural  development  in  that  section  published  rules  and 
regulations,  approved  by  the  Commission,  providing  a  refund 
of  its  earnings  on  agricultural  limestone  when- applied  to  the 
soil. 

The  state  of  Mississippi,  recognizing  the  need  of  providing 
limestone,  operates  two  quarries,  one  at  Waynesboro  and  one  at 
Okolona,  which  makes  limestone  available  to  the  farmers  at  a 
low  price  as  compared  with  prices  obtained  at  privately  operated 
quarries.  About  three  to  five  tons  an  acre  are  necessary  to 
sweeten  the  soil  and  make  it  adaptable  for  growing  better  crops. 
The  cost  of  conditioning  this  land  has  heretofore  appeared  pro- 
hibitive. The  cost  under  the  present  arrangement,  with  the 
state  and  the  railroad  co-operating,  is  from  $2  to  $4.50  an  acre, 
which  puts  the  limestone  within  reach  of  most  land  owners. 

The  method  employed  in  this  work  is  to  have  limestone 
billed  as  commercial  shipments  and  regular  freight  charges  col- 
lected, and  when  the  material  has  been  applied  to  the  soil  a 
refund  of  the  Gulf,  Mobile  &  Northern  Railroad  Company's  gross 
earnings,  less  the  per  diem  accruing  on  the  cars,  is  made  on 
presentation  of  a  certificate  from  the  county  demonstration  agent, 
employed  by  each  county. 

In  reply  to  the  suggestion  that  it  might  seem  that  the  rail- 
road is  sacrificing  a  great  deal,  especially  in  these  times  when 
it  is  hard  to  make  revenues  meet  expenses,  the  road  says  some- 
thing must  be  done  to  provide  traffic  after  the  lumber  has  been 
cut  off  the  land. 


GRAIN    MOVEMENT    INCREASES 

Statistics  compiled  by  the  Bureau  of  Railway  Economics 
show  that  export  movement  of  domestic  wheat  in  the  last  twelve 
months  has  exceeded  the  movement  in  any  similar  period  of  the 
last  six  years.  It  was  greater  with  on  exception  (1915)  than 
any  other  twelve  months'  period  since  1911.  Freight  car  loading 
of  grain  and  grain  products,  domestic  as  well  as  export,  has  also 
increased.  Revenue  freight  car  loadings  of  grain  and  grain 
products  in  the  first  six  months  of  1920  were  860,101  cars;  in  the 
first  six  months  of  this  year  grain  car  loadings  were  989,943 
cars,  an  increase  of  15.10  per  cent. 


TEXAS  CITY  TERMINAL  STOCK  AND  BONDS 
The  Texas  City  Terminal  Railway  Company  has  been  au- 
thorized by  the  Commission  to  issue  5,000  shares  of  common 
capital  stock  of  the  par  value  of  $100  per  share,  and  $1,984,300 
of  20-year  sinking-  fund  6  per  cent  first  mortgage  gold  bonds. 
The  stock  and  bonds  will  be  used  in  payment  for  the  purchase 
of  the  railroad  property  formerly  owned  by  the  Texas  City 
Transportation  Company.  The  property  consists  of  approxi- 
mately 1,200  acres  of  land  in  Texas  City,  Tex.,  adjacent  to  the 
water  front  of  Galveston  Bay,  together  with  a  terminal  or  belt 
railroad  which  connects  the  Galveston,  Houston  &  Henderson 
Railroad,  the  Galveston,  Harrisburg  &  San  Antonio,  and  the 
Gulf,  Colorado  &  Santa  Fe  with  the  water  front.  Two  large 
piers  are  also  included,  with  a  total  working  face  of  5,765  feet. 


LOAN  TO  CAMBRIA  &   INDIANA 

The  Commission  has  approved  a  loan  of  $250,000  to  the 
Cambria  &  Indiana  Railroad  Company  to  aid  it  in  meeting  ma- 
turing indebtedness.  The  company  asked  for  a  loan  of  $750,000. 


L.    E.,   F.   &   C.    NOTES 

The  Lake  Erie,  Franklin  &  Clarion  Railroad  Company  has 
been  authorized  by  the  Commission  to  issue  from  time  to  time 
promissory  notes  for  an  aggregate  face  amount  outstanding  at 
any  one  time  not  to  exceed  $25,000,  in  renewal  of  a  promissory 
note  of  like  amount. 
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Mr.  Traffic  Manager 

Let  Us  Help  You  Solve  Your 
Export  Traffic  Problems 


In  our  organization  you  will  find  men  of 
broad  experience  whose  knowledge  may 
prove  of  material  assistance. 

Consult  with  us  relative  to  a  service  with  a 
scope  starting  from  the  time  your  goods 
leave  the  factory  and  ending  when  the 
ocean  documents  are  dispatched. 

THE  W.  L.  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 

Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  Bldg. 
NEW  ORLEANS 


New  York  Office: 
401   Produce  Exchange 


Gal  vest  on  Office: 
810-12  American   Nat'l  Ins.   Bldg. 


Direct  Private   Wire  Service  Between  All  Office* 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamer.) 


SS  "WEST  NIVARIA" 
SS  "VINITA" 
SS  "WEST  KADER" 
SS  "WEST  KEATS" 


August  8 
August  89 
September  19 
October  10 


Transhipment  at  Shanghai   to   American    River  steamers   for 

Nanking,    Pukow,    Hankow    and     other     open 

Yangtse  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building:,  Portland,  Oregon 


The  1921  (Sixteenth  Annual  Edition) 

orters'  Encyclopaedia 

MORE  THAN  A  BOOK— A  SERVICE 

READY  for  immediate  delivery.    The  only  authoritative  and  complete  guide  for 
exporting  manufacturers.    Contains  accurate  detailed  information  on  every 
question  which  can  arise  in  connection  with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical   Index  of   Port*,   Cltlei  and   Countrlei  of  the 

World. 

Alphabetical   List  of  Steamship  Linn  and  Agent*. 
Approximate  Values  of  Foreign  Coins. 
Banks  and   Bankers  In    Foreign  Trade. 
Bills  of   Lading    (Arrangement  of). 
Cable   Rates. 

Commerce,    Industries,   etc.,   of  each   Country. 
Commercial  Terms   (Explanation   of). 
Consignment  of  Goods. 

Consular  Invoices  (Fac-ilmllei  and  Instructions). 
Consular  Regulations  (in  full  for  each  country). 
Consuls  (American  and  Foreign). 
Conversion  Tables  of  Foreign  Currencies. 


Distances  from  New  York  (Table). 

Drawbacks  on    Export   Shipments. 

Foreign   Drafts  (Arrangement  of). 

Foreign   Postage  Rate*. 

Foreign   Weights  and   Measures  (American   Equivalents). 

Mall  Time  to  Foreign  Cities. 

Marine   Insurance. 

Metric  Weights  and  Measures. 

Minimum  Bills  of  Lading  (for  each  shipping  route). 

Parcels  Post. 

Packing  for  Export. 

Postal   Money  Order  System   (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling  American   Goods  Abroad. 


and 

All  the  Shipping  Routes  from  New  York,  Philadelphia,  Boston.  Baltimore,  Savannah,  New  Orleans  and  Pacific 
Coait  Ports  to  all  parts  of  the  world,  arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  Information  concerning  the  regulations  and  requirements  of  each  line  to  be  observed  by  the  shipper. 

"Our  Text  Book  oh  Export  Matters" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative  to  steamship  routes,  sail- 
ings to  various  countries,  Consular  regulations  respecting  transportaton  of  freight  to  a  particular  country,  steamship    / 
regulations  governing  the  form,  issuance  and  substance  of  shipping  receipts  and  procedure  m  making  export  shipments. 


// 

/M 

'4&» 


Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your  work  contains  com-  *  c!^ ' 
plete  and  up-to-date  information  in  condensed  form;  your  publication  is  practically  our  text  book  on  export  f*f  ^ 
matters  and  is  in  almost  daily  use."  /  ,jp£> 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 


My 
fa*** 


«v/ 

»>"..«,*.*» 


With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of  fre-     / 
quent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  a  loose-leaf  binder  in     t  •$ 
which  they  may  be  conveniently  filed.  ' £ 

FREE  EXAMINATION  OFFER  '3O 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLOPAEDIA  for  five  /  ^>       *)s? 

days'  free  examination.     If  you  find  it  valuable,  send  us  your  check  for  $15.00  for  the  com-  /   <p      fc-*^ 

plete  service.     If  not,  send  it  back,  charges  collect.     It  doesn't  cost  you  a  cent,  so  fill  $     i*^^ 

,n  and  mail  the  coupon.  •  *f      ^  v  ^ 


•• 

•„«•* 


•„ 
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NEW  IDAHO  CENTRAL  ROAD 

The   Traffic   World    Washington   Bureau 

The  Idaho  Central  Railroad  Company,  in  finance  docket  No. 
12,  has  been  authorized  to  construct  a  railroad  from  Rogerson, 
Twin  Falls  County,  Idaho,  to  Wells,  Elko  County,  Nevada,  a  dis- 
tance of  90  miles.  The  company  has  an  authorized  capital  stock 
of  $5,000,000  and  the  estimated  cost  of  construction  is  $3,500,000. 
The  Commission  acted  largely  on  the  joint  recommendation  of 
the  Idaho  and  Nevada  commissions.  In  its  report  the  federal 
body  pointed  out  that  there  were  no  detailed  engineering  esti- 
mates against  which  it  could  check  the  estimated  cost  of  con- 
struction of  $3,500,000. 

The  new  line  will  shorten  the  distance  from  southern  Idaho 
to  San  Francisco,  in  comparison  with  the  routes  of  two  other 
railroads  serving  that  territory. 

No  definite  plans  for  financing  were  submitted,  the  report 
said,  nor  were  the  traffic  estimates  very  definite.  The  Com- 
mission said  there  was  some  question  about  the  earning  power 
of  the  road,  because  of  that  lack  of  definite  traffic  estimates. 
In  view  of  that  uncertainty,  the  Commission  said,  "we  think 
the  applicant  must  be  limited  in  its  financing  to  methods  other 
than  the  issuance  of  bonds,  at  least  until  experience  shall  have 
demonstrated  the  earning  power  of  the  line." 

But  for  the  joint  recommendation  of  the  two  state  com- 
missions, the  report  indicates,  the  Commission  at  least  would 
have  required  more  definite  information  than  was  submitted. 
The  Commission  said  that  the  intimate  knowledge  of  the  region 
and  its  •  needs  entitled  their  recommendation  to  great  weight. 

At  Rogerson  the  new  road  would  connect  with  the  Oregan 
Short  Line  and  at  Wells  with  the  Southern  and  Western  Pacific 
railroads. 


POMERENE  BILL  OF  LADING  LAW 

Five  of  the  six  members  of  the  committee  on  commerce, 
trade  and  commercial  law  of  the  American  Bar  Association,  of 
which  Francis  B.  James  is  chairman,  have  prepared  a  report 
recommending  a  revision  of  the  Pomerene  bill  of  lading  law. 
It  will  be  submitted  to  the  association  at  its  annual  meeting  at 
Cincinnati,  the  last  day  of  August  and  the  first  two  days  of 
September.  Charles  R.  Brock,  the  sixth  member  of  the  com- 
mittee, is  not  willing  to  approve  the  recommendations  pertaining 
to  sections  14,  20,  21  and  22  of  the  Pomerene  law,  which  are  the 
important  amendments  proposed.  He  did  not,  however,  set 
forth  the  reasons  for  his  unwillingness. 

The  amendments  proposed  by  the  committee  are  intended  to 
remove  from  the  Pomerene  law  the  words  which  the  committee 
thinks  are  imperfections  and  which  were  inserted  to  meet  the 
views  of  C.  W.  Adamson,  then  chairman  of  the  House  committee 
on  interstate  and  foreign  commerce. 

Many  of  the  amendments  are  verbal  and  a  matter  of  the 
arrangement  of  the  language  to  make  it  clear  that  the  law  in- 
tends that  carriers  shall  have  two  forms  of  bills  of  lading,  one 
for  straight  bills  and  the  other  for  order  bills,  and  that  one  form 
cannot  be  used  for  the  issuance  of  a  different  kind.  In  the  first 
bill  of  lading  report  issued  by  the  Commission,  about  two  years 
ago,  only  one  form  was  prescribed.  An  order  notify  bill  could  be 
issued  by  writing  in  the  words,  "notify"  or  "order."  To  get 
away  from  that  unsatisfactory  method  of  handling  the  matter 
was  one  of  the  chief  purposes  of  those  who  drafted  the  Pomerene 
law.  Endless  disputes  had  taken  place  between  shippers  and 
carriers  as  to  whether  a  bill  was  a  straight  or  an  order  notify 
bill.  The  disputes  could  arise  simply  because  no  one  could  tell 
who,  or  when  words  had  been  written  into  the  bill.  The  use  of 
a  single  form  invited  forgery.  In  support  of  changes  in  the 
language  of  section  3  of  the  Pomerene  law,  the  committee  said: 

The  Commission  has  now  under  consideration  the  same  subject 
and  will,  in  the  near  future,  issue  a  further  supplemental  report. 
One  of  the  principal  objects  of  Section  3  (a)  is  to  prevent  the  Inter- 
state Commerce  Commission  from  falling  into  the  same  error  of  pre- 
scribing but  one  form  of  bill  of  lading  and  to  make  it  certain  that 
that  body  will  be  required  to  prescribe  two  forms  of  bills  of  lading, 
and  further  not  only  prescribe  a  form  of  "order"  bill  of  lading,  but 
require  that  the  words  "order  of"  be  printed  in  an  "order"  bill  of 
lading. 

There  has  also  been  a  disposition  on  the  part  of  some  carriers  to 
arbitrarily  refuse  to  issue  an  "order"  bill  of  lading.  It  appears  to  be 
quite  clear  that  a  shipper  should  have  an  option  to  say  whether  he 
desires  a  "straight"  bill  of  lading  or  an  "order"  bill  of  lading.  This 
right,  however,  should  be  limited  so  as  not  to  require  a  carrier  to 
issue  an  "order"  bill  of  lading  where  goods  are  destined  to  a  non- 
agency  station.  This  is  quite  important  because  Section  12  of  the 
Pomerene  Act  requires  the  surrender  of  an  "order"  bill  of  lading  be- 
fore the  delivery  of  the  goods  and  there  is  no  machinery  available 
for  the  surrender  of  an  "order"  bill  of  lading  at  a  non-agency  station. 

It  is  the  almost  universal  custom  and  practice  in  "ocean  carriage" 
not  to  issue  a  straight  bill  of  lading,  but  to  issue  an  order  bill  of 
lading.  In  conformity  with  this  practice  the  following  proviso  has 
been  added  to  Section  3: 

"Provided,  however,  that  a  carrier  shall  not  he  required  to  issue 
a  straight  bill  of  lading  covering  ocean  carriage." 

This  proviso  was  inserted  at  the  suggestion  of  the  ocean  carriers. 

If  revised  as  suggested  by  the  committee,  section  14  of  the 
Pomerene  law  will  require  the  issuance  of  a  new  order  notify 
bill  to  replace  one  that  has  been  lost  or  stolen,  upon  the  execu- 
tion of  the  proper  indemnifying  papers. 


Amendments  to  sections  19,  20,  21  and  22  are  intended  to 
clarify  the  law  with  regard  to  "shipper's  load  and  count,"  and 
to  provide  distinctly  that  a  shipper  may  make  a.  private  arrange- 
ment with  a  carrier,  whereby  the  shipper  may  have  a  clear  bill 
issued  to  him  on  the  payment,  by  the  shipper,  of  a  reasonable 
charge  for  the  services  rendered  by  the  carrier,  which  reasonable 
charge  shall  cover  the  cost  of  the  service  and  a  reasonable 
profit.  The  language  on  that  point,  which  the  committee  pro- 
poses shall  be  added  to  the  section,  as  as  follows: 

And  for  the  services  performed  by  the  common  carrier  under 
this  last  proviso  of  which  this  forms  a  part  the  common  carrier  shall 
collect  from  such  shipper  and  such  shipper  shall  pay  to  such  common 
carrier  a  just  and  reasonable  charge,  which  charge  shall  include, 
among  other  things,  the  full  and  complete  cost  of  such  service  and 
a  just  and  reasonable  return  and  a  just  and  reasonable  profit  and 
such  common  carrier  need  not  file,  publish  or  post  said  charge  or 
embody  same  in  any  tariff  or  any  publication  and  such  charge  shall 
be  the  subject  of  a  private  agreement  by  and  between  the  shipper 
and  the  common  carrier. 

Section  29,  the  committee  recommends,  shall  be  amended  to 
make  it  read  that  a  straight  bill  may  be  transferred  by  the 
holder,  by  delivery,  accompanied  by  an  agreement,  express  or 
implied,  to  transfer  title  to  the  bill  or  the  goods  represented 
threby.  Additional  language  to  be  put  into  the  section  declares 
that  a  straight  bill  cannot  be  negotiated  and  the  endorsement  of 
such  a  bill  gives  the  transferee  no  additional  right. 

The  amendments  to  that  section,  the  committee  said,  were 
made  necessary  by  the  clear  misconception  of  the  principles  of 
law  held  by  Chairman  Adamson,  and  incorporated  by  him  in  the 
Pomerene  bill.  The  amendment  simply  restores  the  bill  to  its 
original  form,  by  sloughing  off  what  Adamson  wrote  into  it. 


COMMISSION  ORDERS 

The  Southern  Wholesale  Grocers'  Association  has  been  per- 
mitted to  intervene  in  No.  12965,  Merchants'  Exchange  of  St. 
Louis,  Mo.,  et  al.,  vs.  Aberdeen  &  Rockfish  et  al. 

The  Central  Illinois  Coal  Traffic  Bureau  has  been  permitted 
to  intervene  in  Nos.  12862,  Commerce  Club  of  St.  Joseph,  Mo.,  vs. 
Alton  &  Southern  et  al.,  and  12898,  Illinois  Coal  Traffic  Bureau 
vs.  Alton  &  Southern  et  al. 

The  Lehigh  Portland  Cement  Company  has  been  permitted 
to  intervene  in  Nos.  12701,  12702,  12704  and  12824,  the  Atlas 
Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

The  order  in  No.  10827,  Swift  Lumber  Co.  vs.  Fernwood  & 
Gulf  et  al.,  has  been  amended  so  as  to  permit  defendants  to 
establish  rates  in  compliance  therewith  on  not  less  than  15 
days'  notice. 

The  Security  Cement  and  Lime  Company  has  been  permitted 
to  intervene  in  No.  12726,  Hagerstown  Chamber  of  Commerce 
vs.  Western  Maryland  et  al. 

The  Lincoln  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12709,  Chamber  of  Commerce  of  Grand  Island, 
Neb.,  et  al.  vs.  Aberdeen  &  Rockflsh  et  al. 

The  Commission  has  reopened  for  further  hearing  as  to 
rates  on  sand  and  gravel  in  carloads,  No.  11829,  Nebraska  rates, 
fares  and  charges. 

No.  11894,  Indiana  rates,  fares  and  charges,  has  been  re- 
opened for  further  hearing  as  to  rates  on  water  in  carloads. 

The  effective  dates  of  the  orders  entered  in  Nos.  10867, 
Chamber  of  Commerce  of  Montgomery,  Ala.,  et  al.  vs.  Director- 
General,  A.  &  W.  P.  et  al.,  10890,  Dothan  Chamber  of  Com- 
merce et  al.  vs.  Same,  and  fourth  section  order  7846,  corn  sirup, 
or  glucose,  to  Birmingham  and  Montgomery,  Ala.,  have  been 
extended  from  July  6  to  November  28. 

The  orders  entered  in  No.  9560,  Meridian  Traffic  Bureau  vs. 
Southern  Railway  et  al.,  have  been  modified  so  as  not  to  apply 
to  the  transportation  of  coal  and  coke  in  carloads.  The  de- 
fendants have  received  permission  to  cancel,  on  or  before  Au- 
gust 1,  on  one  day's  notice,  the  tariffs  filed  in  compliance  with 
the  above-mentioned  orders. 

The  Central  Illinois  Coal  Traffic  Bureau  has  been  permitted 
to  intervene  in  No.  12737,  Slogo  Coal  Corporation  vs.  Missouri 
Pacific  et  al.,  and  No.  12727  (Sub-No.  1),  Perry  County  Coal 
Corporation  vs.  B.  &  O.  et  al. 

The  Consolidated  Coal  Company  of  St.  Louis  has  been  per- 
mitted to  intervene  in  No.  12764,  the  Procter  &  Gamble  Mfg. 
Co.  vs.  Director-General. 

The  Luckenbach  Steamship  Co.  and  the  United  American 
Lines  have  been  permitted  to  intervene  in  fourth  section  appli- 
cations Nos.  345,  349,  11996,  12017,  12018  and  12029. 


CHANGE    IN    DOCKET 

Finance  docket  1165,  application  of  the  N.  Y.  C.  for  a  cer- 
tificate of  public  convenience  and  necessity,  was  set  for  hearing 
in  Washington,  D.  C.,  August  4. 


M.  &  ST.  L.  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Minne- 
apolis &  St.  Louis  to  pledge  and  repledge  from  time  to  time  all 
or  any  part  of  $714,000  of  refunding  and  extension  mortgage  5  per 
cent  gold  bonds  as  collateral  security  for  notes  which  the  car- 
rier may  issue. 
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ATTENTION— SHIP  OPERATORS 

The  secret  of  terminal  success  lies  not  only  in  the 
economical  handling  of  freight  but  in  the  speed  with 
which  the  ships  themselves  receive  service. 

In  loading  direct  from  cars  with  ships  tackle,  the 
three  shipside  tracks  on  Port  of  Tacoma  Pier  One,  con- 
nected through  numerous  crossovers,  augmented  by  and 
coordinated  with  adequate  storage  trackage,  insure  a  des- 
patch that  the  steamship  operators  immediately  appreciate. 

You  will  profit  by  an  investigation  of  our  facilities. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


DIRECT  FREIGHT  AND  PASSENGER  SERVICE  TO 

HAWAIIAN   ISLANDS 

FROM 

PORT  OF  ASTORIA 

ASTORIA,  OREGON 
BY 

Alaska  Steamship  Company— S.  S.  "CORDOVA" 

Sailing  August  30,  and  Every  Thirty  Days  Thereafter 
CALLING  AT 

HONOLULU    AND     HILO 

Transcontinental  Rail  Connections  and  Freight  Rates 


For  Routing  Instructions  or  Passenger  Reservations  apply  to  the  following,  or  any  agent  of  the  lines  mentioned: 

R.  K.  PRETTY,  E.  H.  MOOT,  G.  A.,  R.  B.  ROBERTSON  J.  H.  BRINKERHOFF, 

Asst.  Gen.  Freight  Agent  Passenger  Department             Asst.  Freight  Traffic  Mgr.  General  Agent 

Great  Northern  Railway  Great  Northern  Railway         Union  Pacific  System  Northern  Pacific  Railway 

226  West  Adams  Street  226  West  Adams  Street             1421  Garland  Building  226  West  Adams  Street 

Chicago,  Illinois  Chicago,  Illinois                           Chicago,  Illinois  Chicago,  Illinois 

R.  D.  PINNE6,  General  Traffic  Manager,  PORT  OF  ASTORIA,  ASTORIA,  OREGON 
J.  H.  BUNCH,  G.  F.  &  P.  A.,  Alaska  Steamship  Co.,  Pier  No.  2,  SEATTLE,  WASH. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialis 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practi. 
problems  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question—by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance-may  obtain  this  kind  ol 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Bmlce  Corporation,  Colorado  Building,  Washington,  D.  C.  *• 

~ 

Demurrage — Resulting  from  Consignee's  Delay  in  Accepting  Dam- 
aged   Shipment 

Minnesota. — Question:  A  shipment  of  bran  was  made  from 
a  point  in  Iowa  to  a  point  in  Pennsylvania.  This  shipment, 
while  in  transit,  was  badly  damaged  and  therefore  refused  by 
consignee  upon  its  arrival  at  destination.  After  some  exchange 
of  correspondence,  consignee  has  finally  agreed  to  accept  this 
damaged  shipment  from  the  carriers  at  a  discount  which  was 
allowed  and  which  was  in  turn  recovered  from  the  carriers 
through  claim  channels. 

A  large  amount  of  demurrage  accrued  at  destination  while 
the  damaged  shipment  of  bran  was  under  correspondence  with 
'a  view  of  making  the  best  possible  disposition  of  it.  A  claim 
for  the  amount  of  demurrage  was  filed  with  the  carriers  and 
they  declined  it  on  the  authority  of  an  Interstate  Commerce  Com- 
mission ruling,  in  which  ruling  it  was  held  that  carriers  cannot 
be  held  responsible  for  detention  to  cars  which  occurs  awaiting 
consignee's  decision  as  to  whether  or  not  he  will  accept  dam- 
aged shipment  and  inasmuch  as  the  final  disposition  of  the 
damaged  shipment  determines  the  rule  under  which  the  dam- 
aged shipment  was  held  on  demurrage. 

The  best  possible  disposition  of  the  damaged  shipment  was 
obtained  and  it  seems  that  if  the  damage  claim  was  justified 
the  demurrage  claim  should  too  be  justified.  The  demurrage 
accrued  only  due  to  the  fact  that  the  shipment  arrived  at  its 
destination  in  a  damaged  condition. 

We  would  appreciate  your  opinion  as  to  whether  or  not  we 
are  legally  entitled  to  refund  of  the  amount  of  the  demurrage 
claim.  If  we  are  not  entitued  to  refund  of  the  amount  of  the 
demurrage,  please  quote  authority,  most  recent  ruling  of  the 
Interstate  Commerce  Commission  or  of  the  courts. 

Answer:  The  law  places  upon  the  consignee  of  goods  dam- 
aged in  transit  the  burden  of  receiving  them  if  they  are  not 
wholly  worthless.  The  duty  of  the  consignee  in  such  cases  is 
to  use  ordinary  and  reasonable  care  to  minimize  the  damage. 
The  carriers'  action  in  the  instant  case  is  based  on  I.  C.  C. 
Conference  Ruling  451,  which  reads:  "The  uncertainty  of  a 
consignee  as  to  whether  or  not  he  will  accept  a  damaged  ship- 
ment does  not  justify  the  carrier  in  waiving  the  demurrage 
charges  accruing  on  the  shipment  pending  his  decision."  See 
also  Buchanan  Coal  Co.  vs.  C.  R.  I.  &  P.  Ry.,  Unrep.  Op.  1857 
and  2018. 

Shortage — Carrier   Liable   Upon   Proof  of 

Ohio. — Question:  Some  time  ago  we  made  a  shipment  of 
miscellaneous  groceries  to  a  drayman  at  Pittsburgh,  for  distrbu- 
tion  by  the  latter  to  a  number  of  our  customers.  On  delivery 
the  following  notation  was  made  on  freight  bill,  "3  cases  beans 
short,  1  case  peas  over."  The  party  who  got  the  peas  check- 
ing over  claims  they  did  not  belong  to  our  shipment,  but  were 
part  of  a  shortage  which  he  sustained  on  shipment  from  another 
firm  a  month  or  so  before.  When  our  claim  was  presented  to 
the  railroad  company,  they  forced  us  to  accept  payment  on  the 
basis  of  two  cases  beans  short,  claiming  that  in  reality  there 
were  but  "two  cases  beans  short"  instead  of  "three  cases  beans 
short,  and  one  case  peas  over,"  as  indicated  by  notation  on 
freight  bill. 

Kindly  advise  whether  carrier  is  justified  in  this  method  of 
adjusting  the  claim. 

Answer:  If  there  was  an  actual  shortage  of  three  cases 
of  beans,  you  are  entitled  to  recover  damages  for.  the  value  of 
three  cases  instead  of  the  value  of  two  cases. 

The  matter  resolves  instelf  into  one  of  proof,  the  notation, 
if  placed  on  the  freight  bill  at  time  of  delivery  with  the  knowl- 
edge of  the  carrier's  agent,  being  prima  facie  evidence  of  the 
shortage. 

Rates  Made  on  Established  Combination  Basis  Over  Designated 
Basing  Point  Must  Be  Applied,  Even  Though  Higher  than 
Some  Combination  Over  a  Basing  Point  Not  Specifically  Des- 
ignated for  Combination  Purposes 

Maryland. — Question:  Note  one,  page  4,  Agent  Glenn's  Flor- 
ida Basis  Book,  I.  C.  C.  A-289,  reads  as  follows:  "In  the  absence 
of  specific  rates,  through  interstate  rates  between  interior  Flor- 
ida points  shown  herein  and  all  points  in  the  United  States  and 


Canada  will  be  made  by  adding  to  the  basing  rates  herein  shown 
to  and  from  Jacksonville  (or  Florida  Transfer),  Fla.,  Lake  City, 
Fla  (see  pages  166  to  168,  inclusive);  Live  Oak,  Fla.  (see  pages 
166  to  168,  inclusive);  or  Tampa,  Fla.  (see  pages  169  to  174,  in- 
clusive), the  published  interstate  rates  lawfully  on  file  with  the 
Interstate  Commerce  Commission  up  to  or  beyond  Jacksonville 
(or  Florida  Transfer),  Fla.;  Lake  City,  Fla.  (see  pages  166  to 
168  inclusive);  Live  Oak,  Fla.  (see  pages  166  and  168,  inclusive); 
or  Tampa,  Fla.  (see  pages  169  to  174,  inclusive),  and  the  result- 
ing totals  are  equivalent  to  through  rates  from  the  original 
shipping  points  to  the  final  destination  via  the  routes  specifi 
in  note  20,  page  8." 

It  has  been  contended  by  some  of  the  southern  1: 
the  above  mentioned  item  precludes  the  application  of  any  other 
combination  from  and  to  the  points  shown  in  I.  C.  C.  A-289,  even 
though   such   other   combination  may   make   a   lower   aggi 
charge  than  the  Jacksonville   combination. 

I  have  in  mind  a  specific  case  of  unmanufactured  tobacco 
moving  from  Ybor  City,  Fla.,  destined  to  Wheeling,  W.  Va.,  on 
the  Baltimore  &  Ohio  Railroad,  where  the  rate  from  Ybor  City 
to  Richmond,  Va.,  plus  rate  from  Richmond  to  Wheeling  pro- 
duces lower  aggregate  charge  than  the  Jacksonville  combination. 

Is  it  your  interpretation  of  this  tariff  that  it  lays  down  the 
only  lawful  basis  of  rates  to  and  from  points  in  Florida  that  i 
covers?     If  your   interpretation   is   in   the   affirmative,   what   do 
you  think  of  the  legality  of  such  provision  in  view  of  the  various 
conference    rulings   of   the   Commission    and    paragraph   5-C   of 
Tariff   Circular   18-A,  where   it   is   specified    in    the   absence   of 
through  joint  rates    lowest  available  combination  should  be  pro-| 
tected? 

Answer:  Florida  Basing  Book,  Glenn's  I.  C.  C.  A-289,  pro- 
vides a  basis  for  constructing  "through"  combination  rates  from 
interior  Florida  points  by  adding  to  the  basing  rates  published 
in  that  tariff  the  rates  of  other  lines  applying  to  and  from  Jack-' 
sonville,  Live  Oak  or  Lake  City,  Fla.,  and  specifically  restricts 
such  combination  rates  to  apply  only  via  the  Jacksonville  gate- 
way, except  when,  for  carrier's  convenience,  shipments  are  sent 
by  various  other  routes  provided  in  Note  20,  the  combination 
rates  thus  made  will  be  applied  even  though  shipments  do  not 
move  through  Jacksonville.  According  to  rule  5-C,  Tariff  Cir- 
cular 18-A,  therefore,  it  is  necessary  to  use  the  Jacksonville  or 
other  Florida  points  combination  above  specified,  because  these 
combinations  are  the  equivalent  of  joint  through  rates.  A  ship- 
per, however,  always  has  the  option  of  forwarding  his  shipments 
over  a  lower  combination  route  which  might  be  available  and 
avoid  paying  the  through  rates.  Tobacco  may  be  forwarded  on 
through  rates  from  Ybor  City;  Fla.,  to  Richmond,  Va.,  without 
moving  via  Jacksonville,  whether  moving  from  origin  via  the 
S.  A.  L.  Ry.  or  the  A.  C.  L.,  on  joint  through  commodity  rates 
published  in  Agent  Glenn's  I.  C.  C.  A-289. 

It  is  our  view  that  a  shipment  billed  direct  from  Ybor  City 
to  Wheeling,  W.  Va.,  and  so  routed  as  to  keep  from  moving 
through  Jacksonville,  would  be  entitled  to  application  of  the 
Richmond,  Va.,  combination  in  the  absence  of  through  rate  via 
route  of  movement,  or  a  still  lower  combination  over  some  other 
intermediate  point.  Further,  if  such  shipment  were  tendered 
the  A.  C.  L.  or  S.  A.  L.  unrouted,  the  originating  line  would 
be  obliged  to  forward  shipment  via  the  cheapest  available  route. 

The  above  interpretation,  however,  does  not  necessarily  ob- 
tain if  the  tabocco  shipment  from  Ybor  City  were  originally 
billed  to  Richmond  and  later  reconsigned  (prior  to  arrival  at 
destination)  to  Wheeling,  for  the  reason  that  the  through  rate 
from  origin  to  Richmond  may  apply  via  either  Jacksonville  or 
Live  Oak  gateways,  and  the  carrier  would  have  the  option  of 
forwarding  to  Richmond  via  either  gateway,  and  the  Florida 
Basing  Book  rates  would  obtain. 

If  the  Richmond,  Va.,  combination  applied  to  a  shipment 
moving  through  Jacksonville  is  lower  than  the  combination  on 
the  latter  point,  it  is  in  contravention  of  the  "aggregate-of-intcr- 
mediates"  clause,  fourth  section,  interstate  commerce  act,  and 
should  be  corrected. 

Damages — Proof  of 

Iowa. — Question:  We  recently  shipped  an  iron  bathtub 
which,  upon  arrival  at  destination,  was  damaged,  the  tub  being 
inspected  by  the  agent  at  destination  at  consignee's  store  and 
acknowledgment  of  the  damage  made  at  the  time.  Upon  placing 
claim  with  the  carriers  they  have  intimated  that  they  are  only 
willing  to  settle  the  claim  on  a  mileage  prorate,  based  on  the 
mileage  from  the  original  point  of  origin. 

The  facts  are  that  this  tub  was  shipped  from  a  point  in 
the  East  and  delivered  to  consignee  here  in  apparent  good  order. 
It  was  not  unpacked,  but  later  shipped  out  to  our  customer  and 
the  damage  located  when  unpacked  at  that  point.  Inasmuch 
as  we  hold  clear  bill  of  lading  and  also  have  agent's  acknowl- 
edgment of  the  damage,  can  we  not  hold  carriers  liable  for  the 
full  amount  of  the  claim? 

Answer:  While  it  is  true  that  you  have  evidence  of  the 
damaged  condition  of  the  goods  when  received  at  final  destina- 
tion and  also  hold  a  bill  of  lading  which  recited  that  the  goods 
were  received  in  good  condition  by  the  outbound  carrier  limn 
your  city,  this,  in  and  of  itself,  is  not  conclusive  proof  that  the 
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Oriental  Export  and  Import  Business 

Are  you  interested  in  the  development  of  export  and  import  traffic  to  and  from 
the  Orient? 

If  so  it  will  pay  you  to  investigate  the  service  rendered  by  the  Port  of  Galveston 
for  handling  these  movements. 

Favorable  freight  rates  to  the  territory  shown  above  are  a  big  factor  in  successful 
competition. 

Galveston  Offers  You  Superior  Service 

From  four  to  eight  steamers  load  here  monthly  for  Japanese  and  other  Asiatic  ports. 
iA  steamer    loads    out  of  Calcutta,  India,   direct   for   Galveston   during   September. 
Superior  service  to  the  West  Indies,  Mexico  and  European  Ports. 
For  rates,  sailing  dates,  and  other  information — 

Address,  TRAFFIC  DEPARTMENT, 

I  GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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damage  was  caused  by  the  negligence  of  the  outbound  carrier. 
This  for  the  reason  that  the  recital  In  the  bill  of  lading  as  to 
the  condition  of  the  goods  is  not  conclusive,  although  the  effect 
theffcof  is  to  place  the  burden  on  the  carrier  to  show  to  the 
contrary. 

However,  an  admission  upon  the  part  of  the  shipper  that 
he  had  no  knowledge  of  the  condition  of  the  goods  at  the  time 
of  the  delivery  to  the  carrier  would,  of  course,  tend  to  rebut 
the  presumption  of  the  recital  in  the  bill  of  lading  that  the  goods 
were  received  in  good  condition,  as  the  plaintiff  has,  in  general, 
the  burden  of  proving  the  essential  elements  of  his  cause  of 
action  by  a  preponderance  of  evidence,  namely,  that  the  goods 
were  delivered  to  the  carrier  in  good  condition  and  that  they 
were  received  at  destination  in  a  damaged  condition. 
Delay — Measure  of  Damages 

Texas. — Question:  On  April  29,  1920,  we  made  shipment  con- 
signed to  our  order  notifying  a  party  in  New  York  City,  giving 
the  street  address  on  the  bill  of  lading,  and  gave  open  routing 
on  the  shipment.  On  May  1  we  started  tracer  requesting  the 
railroad  to  have  the  shipment  delivered  at  the  earliest  time 
possible  and  advise  us  when  it  reached  its  destination. 

On  June  7  we  sent  another  tracer  describing  the  shipment 
and  asking  for  some  information  concerning  its  whereabouts,  and 
again  on  June  29  we  repeated  our  request  for  some  information 
concerning  it  and  advised  the  raih-oad  that  unless  found  and 
delivered  at  destination  within  a  short  time  shipment  would 
be  refused  and  we  would  not  be  in  a  position  to  accept  return 
of  it,  and  at  the  same  time  advised  them  that  the  amount  in- 
volved would  be  in  the  neighborhood  of  $7,000.  We  did  not  get 
any  reply  from  any  of  these  letters  other  than  the  initial  carrier 
had  delivered  to  the  next  line  at  New  Orleans  within  twenty 
days  after  receipt  of  the  goods  at  El  Paso.  We  then  wrote  the 
connecting  carrier  at  New  Orleans,  giving  complete  description 
of  the  shipment,  and  showing  delivery  to  them  and  asked  them 
to  send  a  tracer  for  it  and  advise  us  the  result.  No  attention 
to  this  letter.  • 

As  we  could  get  no  information  concerning  the  whereabouts 
of  this  shipment,  on  August  30  we  filed  claim  for  loss  of  the 
entire  shipment,  attaching  the  original  bill  of  lading  and  all 
necessary  papers.  As  late  as  December  16,  1920,  the  Illinois 
Central  was  unable  to  show  delivery  to  the  N.  Y.  C.  and  so  ad- 
vised the  freight  claim  agent  of  the  Sunset  Central  Lines.  How- 
ever, the  shipment  did  arrive  in  New  York  over  the  N.  Y.  C.  on 
June  7  and  was  expensed  to  notify  the  wrong  party  and  no  street 
address  given  as  shown  on  the  bill  of  lading.  Consequently,  the 
consignee  did  not  receive  a  notice  of  this  shipment  being  on 
hand. 

On  July  1  the  shipment  was  placed  in  storage  and  in  looking 
the  cases  over  they  found  the  street  address  given  on  these  cases 
and  notified  the  correct  consignee  at  the  correct  address. 

It  had  then  been  out  more  than  two  months  and  the  con- 
signee did  not  take  delivery  of  it.  '  No  notice  was  ever  given  us 
that  the  shipment  had  been  located  or  had  been  refused,  and 
we  were  at  all  times  in  the  dark  as  to  where  it  was  and  making 
every  effort  to  find  it.  On  March  16,  1921,  the  freight  claim 
agent  of  the  Sunset  Lines  advised  us  that  the  shipment  was  on 
hand  in  storage  at  New  York  and  asked  us  to  take  delivery. 
However,  the  market  on  these  goods  has  declined  considerably 
since  April,  1920,  and  we,  of  course,  did  not  take  delivery  of 
this  at  the  invoice  price.  We  advised  them  that  we  would  take 
the  goods  on  the  market  value  of  the  goods  today.  Please  ad- 
vise your  opinion  as  to  what  recourse  we  would  have  against 
the  railroad  through  suit. 

Answer:  While  a  carrier  is  not  an  insurer  against  delay  in 
the  transportation  of  goods,  it  is  liable  for  an  unreasonable  de- 
lay in  their  transportation  not  resulting  from  some  cause  for 
which  the  carrier  is  not  responsible,  such  as  extraordinary 
weather  conditions,  strikes  and  mobs.  But  delay  on  the  part 
of  the  carrier,  however  unreasonable,  does  not  give  the  owner 
of  the  goods  the  right  to  refuse  to  accept  such  goods.1  There- 
fore, in  the  instant  case,  the  carrier  is  liable  only  for  the  dif- 
ference in  the  market  value  of  the  goods  at  the  time  they  should 
have  arrived  and  the  time  delivery  was  tendered  oy  the  carrier 
at  destination.  See  Glasscock  vs.  Chicago,  etc.,  R.  Co.,  69  Mo. 
589,  and  Ayres  vs.  Chicago,  etc.,  R.  Co.,  37  N.  W.  132,  and  43 
N.  W.  1122. 

Delay — Shipper's  Error  in   Marking   Freight 
New  York. — Question:    Kindly  refer  to  your  decision  in  The 
Traffic  World,  page  32,  of  July  2  issue. 

You  state  that  the  liability  would  be  with  the  shipper  be- 
cause of  his  error* in  marking  the  freight.  We  have  noted  sev- 
eral decisions  in  your  replies  to  other  writers  regarding  bill  of 
lading  being  contract  and  must  be  complied  with  rather  than 
marking  on  cases.  We  have  located  the  following  cases: 

Moore  vs.  Henry,  18  Mo.  App.  35:  In  case  of  a  shipment 
of  goods,  the  route  and  point  of  delivery  called  for  by  bill  of 
lading  must  control,  though  differing  from  the  marks  on  box 
of  goods  shipped,  and  must  be  taken  to  be  the  contract  between 
the  parties  and  shipper.  While  this  case  was  decided  in  1885 
we  feel  that  same  covers  the  point. 


We  quote  below  another  case  decided  in  New  York  Supreme 
Court  in  1915:  Davis  vs.  Wells  Fargo  &  Co.,  149  N.  Y.  S.  984. 
Delivery  of  express  shipment  at  consignee's  correct  place  of 
business  to  the  person  in  charge  held  not  misdelivery,  though 
a  different  address  was  marked  on  the  package.  We  also  in- 
clude Merchants  Despatch  &  Transportation  Co.  vs.  Moore,  88 
111.  136,  30  Am.  Rep.  541. 

While  our  claim  was  for  delay,  this  delay  caused  consid- 
erable loss  in  the  value  of  material,  the  two  bales  in  question 
being  held  by  the  wrong  consignee  for  several  months  before 
the  railroad  was  able  to  locate  them.  We  think  that  the  carrier 
should  be  liable,  inasmuch  as  the  bill  of  lading  is  a  contract  to 
transport  and  deliver  according  to  the  terms  stated  therein. 
This  point  has  been  upheld  in  all  the  cases  stated  above;  also 
numerous  other  cases  on  different  points  of  carriers'  liability. 

Answer:  While  we  have  not  read  the  case  of  Moore  vs. 
Henry,  18  Mo.  App.  35,  the  abstract  therefrom  given  in  your 
letter  seems  to  sustain  your  point,  but  the  other  cases  referred 
to  are  not  pertinent. 

In  the  case  of  Capple  vs.  Weir,  92  N.  Y.  S.  365,  which  is 
the  only  case  which  we  are  able  to  locate  which  bears  in  any 
way  upon  this  question,  the  court  said: 

"While  no  case  directly  in  point  has  been  called  to  our 
attention,  there  are  numerous  decisions  that  the  recital  in  a 
receipt  of  the  address  borne  by  a  package  shipped  is  only  a 
mark  of  identification  or  description,  and  does  not  impart  a 
contract  to  carry,  beyond  the  defendant's  route,  to  the  place 
named.  Wright  vs.  Braughton,  22  Barb  562;  Van  Santford  vs. 
St.  John,  6  Hill,  157;  Babcock  vs.  Lake  Shore  R.  Co.,  49  N.  Y. 
491. 

The  justness  of  the  view  that  evidence  is  admissible  of 
the  actual  address  on  the  box  becomes  more  apparent  if  the 
situation  is  considered  as  reversed.  If  the  address  on  the  pack- 
age had  been  correctly  printed  by  the  shipper,  and  a  mistake 
made  in  the  receipt  by  the  carrier,  it  would  be  manifestly  unjust 
to  allow  the  carrier  to  escape  liability  for  non-delivery  by  show- 
ing that  the  consignee  could  not  be  found  at  the  address  ap- 
pearing in  the  receipt,  and  by  objecting  to  any  evidence  to  show 
that  the  address  on  the  package  was  correct,  the  receipt  not- 
withstanding. Our  conclusion  on  this  point  is  that,  however 
cogent  as  evidence  the  receipt  may  be  as  to  the  actual  address 
which  the  box  bore,  it  was  nevertheless  not  conclusive,  and  other 
evidence  should  have  been  admitted." 

In  view  of  the  seemingly  conflicting  views  of  the  courts  on 
this  subject,  it  is  not  possible  to  say  what  the  decision  would 
be  in  the  instant  case,  but  it  is  our  opinion,  as  stated  in  our 
answer  on  page  32  of  the  July  2  issue,  that  the  carrier  would 
not  be  liable  for  the  delay  resulting  from  the  shippers'  error 
in  marking  the  package.  It  should  be  noted  that  the  Inters) ale 
Commerce  Commission  holds  that  the  marks  or  destination  on 
the  package  control  where  there  is  a  conflict  between  the  des- 
tination in  the  bill  of  lading  or  receipt  and  not  the  marks  or 
destination  shown  on  the  package.  See  Parlin-Orendorff  Plow 
Co.  vs.  U.  S.  Express  Co.,  26  I.  C.  C.  561,  and  Conference  Ruling 
433. 

Shipper's   Load  and  Count 

Michigan. — Question:  We  recently  had  a  shipment  of  paper 
labels  from  St.  Louis,  Mo.,  and  upon  their  arrival  at  this  place 
found  that  three  of  the  boxes  were  broken  open  and  the  con- 
tents strewn  more  or  less  on  the  floor  of  the  car.  We  filed 
claim  against  the  carrier  for  the  value  of  the  labels  which  were 
lost  and  otherwise  made  unfit  for  use  and  we  quote  from  a  letter 
received  from  the  claim  department  as  follows: 

"We  have  now  made  a  very  complete  investigation  of  this 
claim  and  find  this  car  was  loaded  by  shippers  and  accepted 
shipper's  load  and  count,  the  condition  of  the  boxes  in  car  not 
being  inspected  by  any  representative  of  the  carriers.  We  have 
traced  this  car  through  from  the  shipping  point  to  destination 
and  find  same  was  not  in  any  accident,  neither  was  it  stopped 
while  in  transit. 

According  to  the  original  bill  of  lading  attached  to  claim,  the 
labels  were  billed  as  40  cases  weighing  2,185  pounds,  or  an 
average  of  over  550  pounds  each,  and  we,  therefore,  can  only 
account  for  this  damage  as  being  due  to  the  excessive  weight 
of  these  packages,  which  unfortunately  would  not  hold  up  during 
transportation  without  being  reinforced  with  band  iron.  In  the 
absence  of  any  evidence  of  railroad  liability,  we  trust  that  this 
claim  will  be  withdrawn." 

Please  advise  the  carrier's  liability  in  a  case  of  this  kind. 

Answer:  Section  21  of  the  bill  of  lading  act  provides:  "The 
carrier  may  also,  by  inserting  in  the  bill  of  lading  the  words 
'Shipper's  weight,  load,  and  count'  or  other  words  of  like  pur- 
port, indicate  that  the  goods  were  loaded  by  the  shipper  and 
the  description  of  them  made  by  him;  and  if  such  statement  be 
true  the  carrier  shall  not  be  liable  for  damages  caused  by  the 
improper  loading  or  by  the  non-receipt  or  by  the  misdescription 
of  the  goods  described  in  the  bill  of  lading." 

In  a  recent  case,  namely,  M.  C.  Johnson  Motor  Company 
vs.  Payne,  Director-General  of  Railroads,  107  S.  E.  252,  the  court 
held  that  the  rule  as  to  shipper's  load  is  the  same  as  shipper's 
count,  and  where  carload  lots  are  taken  on  "shipper's  load  and 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why— 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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count"  there  is  the  assumption,  but  it  is  only  prima  facie  and 
not  conclusive,  that  goods  loaded  by  shipper  in  interstate  com- 
merce were  as  described  and  were  properly  loaded,  this  pre- 
sumption being  one  which  carrier  may  overcome  by  evidence  of 
improper  loading  on  the  part  of  the  shipper. 

ILLINOIS  "CENTRAL  BONDS 

The  Commission  has  authorized  the  Illinois  Central,  in 
finance  docket  No.  1517,  to  issue  and  sell  at  not.  less  than  93.75 
and  accrued  interest,  $8,000,000  of  15  year  6.5  per  cent  secured 
gold  bonds  and  to  pledge  as  collateral  security  for  the  proposed 
bonds,  $8,225,000  of  Illinois  Central  refunding  mortgage  4  per 
cent  gold  bonds  and  $3,820,000  of  Illinois  Central  and  Chicago, 
St.  Louis  &  New  Orleans  joint  first  refunding  mortgage  5  per 
cent  bonds,  series  "A." 

Arrangements  have  been  made  with  Kuhn,  Loeb  &  Co.  for 
the  sale  of  the  proposed  secured  gold  bonds  at  93.75  and  accrued 
interest,  which  should  net  the  Illinois  Central  $7,500,000.  No 
commission  is  to  be  paid  by  the  applicant  and  the  cost  to  it  will 
be  approximately  7.2  per  cent  per  annum  on  the  proceeds  of  t.ho 
entire  issue.  The  Commission  made  it  a  condition  that  the  cost 
should  not  be  more  than  7.5  per  cent  including  in  such  cost, 
interest,  discount,  attorney  fees  and  all  other  expenses  connected 
therewith.  It  is  further  ordered  that  the  company  report,  with- 
in ten  days  after  arrangements  have  been  made,  all  the  perti- 
nent facts  relating  to  the  issue  and  sale  of  gold  bonds,  and  to 
the  pledge  and  release  from  pledge  of  the  refunding  mortgage 
and  joint  first  refunding  mortgage  bonds. 

The  Commission  has  authorized  the  Illinois  Central  and  the 
Chicago,  St.  Louis  &  New  Orleans,  in  finance  docket  No.  1518,  to 
issue  by  pledging  and  repledging  $136,700  of  their  joint  refund- 
ing mortgage  5  per  cent  bonds,  series  "A,"  now  held  unincum- 
bered  in  the  Illinois  Central's  treasury. 


S.  A.  &  A.  P.  NOTES 

The  San  Antonio  &  Aransas  Pass  Railway  Company  has  ap- 
plied to  the  Commission  for  authority  to  issue  $39,587  of  equip- 
ment trust  notes  in  connection  with  the  purchase  of  31  gondola 
cars. 


SPRINGFIELD  TERMINAL  STOCK 

The  Springfield  Terminal  Railway  Company  has  been  author- 
ized by  the  Commission  to  issue  $62,500  of  capital  stock  at  par 
for  cash,  the  proceeds  to  be  applied  on  indebtedness  incurred  for 
construction  work. 


ALASKA   ANTHRACITE   BONDS 

In  a  supplemental  order  in  Finance  Docket  No.  1404,  in  which 
the  Alaska  Anthracite  Railroad  Company  was  recently  authorized 
to  issue  $1,500,000  of  first  mortgage  bonds,  the  Commission  has 
substituted  the  National  Park  Bank  of  New  York  for  the  Bank- 
ers' Trust  Company  as  trustee  under  the  mortgage.  The  com- 
pany had  proposed  to  execute  a  mortgage  with  the  Bankers' 
Trust  Company  as  trustee,  but  changed  its  plans  and  named  the 
National  Park  Bank  as  trustee. 


DOCKET  OF  THE  COMMISSION 

Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

August  8 — Salt  Lake  City,  Utah — Commissioner  Aitchison  and/or  Kx- 

aminer  Beach: 

Portions    of    fourth    section    applications    345,    349    and    11D9G,    1:.    11. 
Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.  1'.   l;y. 

August  10 — Washington.  D.  C. — Examiner  Clarke: 

*  Finance  Docket  1375 — Application  of  the  N.  Y.  C.   for  approval  <>!  a 

certain  lease. 

August  10 — Los  Angeles,  Calif. — Commissioner  Aitchison  and/or  Kxam- 

iner  Beach: 

Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 
Countiss;   12012,  U.  P.  R.  H.;  12017,  G.  N.  Ry.,  and  12018,  N.  P.  Ry. 

August  10 — Salt  Lake  City.  Utah — Public  Utilities  Commission  of  Utah: 
Finance  Docket  36— Application  of  the  Utah  Terminal  Ry.  Co.  for  » 
certificate  of  public  convenience  and  necessity. 

August  12 — San   Francisco,  Calif. — Commissioner  Aitohison  and  or  Kx- 

aminer  Beach: 

Portions    of    fourth    section    applications    345,    349    and    11996,    K.    11. 
Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.   Ry.,  and  12018,  N.    I 

Aug.  15 — Washington,  D.  C. — Commissioner  Lewis: 

12929 — Interstate  rates  on  grain,   grain  products  and  hay,  C.   L  ,  l«- 
tween  points  in  western  and  Mountain-Pacific  groups. 

August   15 — Portland,   Ore. — Commissioner  Aitchison  and/or  Examiner 

Beach: 
Portions    of    fourth    section    applications    345,    349    and    11996,    it.    H. 

Countiss;  12012,  U.  P.  R.  R.;  12017,  G.  N.  Ry.,  and  12018,  N.   I 
August   17 — Spokane,    Wash. — Commissioner   Aitchison  and   Examiner 

Beach : 
Fourth   section   applications    345,    349,    11996,    R.    H.    Countiss:    12012, 

Union  Pacific;  12017,  Great  Northern;  12018.  Northern  Pacific. 
August     19 — Helena,     Mont. — Commissioner    Aitchison    and     Examine 

Beach : 
Fourth   section    applications    345,    349,    11996,    R.    H.    Countiss;    12012, 

Union  Pacific;  12017,  Great  Northern;  12018,  Northern  Pacific. 
August  24 — Atlanta,   Ga. — Railroad  Commission  of  Georgia: 

Finance    Docket    1451 — Application    of    Hawkinsville    &    Florida    Sou. 

Ry.  Co. 
September  1 — Washington,  D.  C. — Director  Colston: 

*  Finance    Docket   1535 — In   the   matter  of   the  application   of   thi'   pro- 

visions of  Section  209  of  the  Transportation  Act.   1:12H.  to  the  car- 
riers by  railroad  under  common  ownership  or  control. 
September  1 — Chicago,  111. — Examiner  Wilson: 

*  I.  and  S.  1371 — Sand  and  gravel  from  Michigan  City,  Ind.,  to  .loluis- 

town-Connellsville  territory. 
Sept.  1 — Norfolk.  Va. — Examiner  Wilson: 

12771 — Farmers  Mfg.   Co.  et  al.   vs.  Director  General  and   S.  A.    L. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 
September  2 — Salt  Lake  City,  Utah — Examiner  Keene: 

12821 — Utah  Fuel  Co.  vs.  Director  General. 
Sept.    2 — Beaver    Dam.    Wis. — Examiner    Carter: 

12787— Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
Sept.  3 — Charlotte,  N.   C. — Examiner  Wilson: 

12804 — Queen  City   Iron  &  Steel  Co.   vs.   S.   A.   L..   Director  General 

et  al. 
September  6 — Boston.  Mass. — Examiner  Gerry: 

*  I.  and  S.  1369 — Woolen  yarn  from  Skowhegan,  Me.,  to  Boston, 

and  other  points. 
September   6 — Washington,   D.   C. — Examiner  Fuller: 

*  I.   and   S.   1365— Routing  on  coal  from  Western  Maryland  Ky.    mint's 

to  eastern  destinations. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  &  Counsellor 

Bate  Analysis — Claims 

Transportation  971  8PITZER  BLDQ. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Eclating  to  BtaU, 

Interstate  and  Foreign  Commerce 


OXOBQK  N.  BROWN 


QEORQK  L.  BOYL1 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Buildlnl,  Washin.ton,  D.  C 

Telephone  Main  2702 


CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.  Correspondence  solicited. 

MOREHEAD,     KY. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     112O    Hurt    Building 

ATLANTA,  GA. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado   Building,   Washington,   D.   C. 

Formsr   Mtmuer  of  th«    Department  of   Juitlss   ai 

Solicitor  of   Internal    Ksvsnut 

Interstate    Commerce    Litigation    a 
Specialty 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Kxamlner,  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  In  th* 
practice  of  law  at  Louisville,  Ky. ) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Uait,  Federal 
Trade  Commimiion,  United  States)  8hippia«  Board, 
Federal  Conrta. 

701-706  WOODWABD  BLDQ.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern   Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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418-430  S.  MARKET  STREET 
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100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Ntw    Toik 

42   Broadway 

Mobile,  Ala. 

B.  W.  Cor.  St.  Francii  &  Water  Stm. 

Oakland,    Cal. 

Savannah  Bank  and  trust  Bld».  Parr  Terminal 

Los    Angeles,    Cal.  Portland,    Ore. 

427    Van    Nuy»    Bid*.  704    Title   &   Trust   Bide. 

1103    L.    C.    Smith   Bldz..   Seattle.   Wash. 
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Philadelphia 
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Pittsburgh 
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DAIREN/ 

>         * 
^ 

YGKAHAMA 


CTOR1A 

^SEATTLE 

TACOMA 

^PORTLAND 


Dependable 
Transpacific  freight  Service 


Freguenf 
Coastwise 
Sailings 

BETWEEN 

Seattle,     Tacoma, 
Victoria,    Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


otiKVICt      OrTe'r'ators,  Uenited"strater Shipping  Board.        rKCiQUkNl       SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

**SS  HAWKEYE  STATE,  August  27  **SS  SILVER  STATE,  September  17 

SS  ELDRIDGE,  September  2  SS  CROSS  KEYS,  September  27 

SS  WHEATLAND  MONTANA,  September  15  **SS  KEYSTONE  STATE,  October  8 

••Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  I7H  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,   Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang.  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  COAXET,  September  6        SS  MONTAGUE,  October  2         SS  ABERCOS,  October  28 

For  Sailing  Dates,  Kates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


AMERICAN      OWNE    D     AND      OPERAT     .D 


ADMIRAL  LINE 


ON      THE        PACIFIC 


PACIFIC        STEAMSHIP       COMPANY 


MI21 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 

Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


Ui       I      S      S 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (snd  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  PasoJ.  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.     Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 
PHILADELPHIA! 


HAMBURG 
TO      -I  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA! 


TO 


r  SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


MOBILE 

NEW  ORLEANS! 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  Bldg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Export  and  Domestic  Freight  Forwarders. 

Consolidators  of  Machinery, 
Household  Goods,  Automobiles,  Pianos, 
and  Everything  for  Export  Anywhere. 


Consolidated  Carload  Freight  Forwarding  Service  is  built  on 
twenty-two  years  of  study  and  experience,  and  covers  the 
Atlantic,  the  Pacific,  the  Continent  of  North  America — in 
fact,  the  World.  But  the  big  fact  to  grasp  is  that  it  covers 
all  those  points  which  assure  safety  of  goods,  prompt  shipment 
and  decided  saving  of  time,  trouble  and  expense. 

Our  Specialties — Household  Goods,  Automobiles,  Machin- 
ery, Toys  and  Pianos,  consolidated  in  carload  shipments  and 
shipped  in  through  cars  at  reduced  rates,  and  General  Commod- 
ities for  Export  to  any  part  of  the  World. 

The  Service  which  is  Different.     "How  different?" 
Let  us  figure  on  your  next  shipment  and  you  will  understand . 

TRANS  -  CONTINENTAL  FREIGHT   COMPANY 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Woolworth  Bldg.,  New  York 

Old  South  Building.  Boston  Hippodrome  Building.  Cleveland 

Ellicott  Square.  Buffalo  Monadnock  Building,  San  Francisco 

Drexel  Building.  Philadelphia  Van  Nuys  Building,  Los  Angeles 

Union  Trust  Building,  Cincinnati  Alaska  Building.  Seattle 

1 3th  and  Kearney  Sts.,  Portland,  Oregon 

'Phone  or   Write  the  Nearett   Office 
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THE  FUNCTION  OF  THE  RAILROAD 

It  is  not.  of  course,  an  entirely  new  question,  but  the 
exceedingly  high  freight  rates  of  the  present  day  as  com- 
pared with  anything  else  we  have  ever  had  and  the  com- 
plaints of  shippers  that  they  are  so  high  as  to  make  it 
increasingly  difficult  to  do  business  and,  in  some  cases, 
a-  actually  to  suppress  it  or  curtail  it,  are  directing  atten- 
tion more  and  more  to  the  problem  of  what  the  real  func- 
tion of  the  rail  carrier  is.  The  report  of  Attorney- 
l-'.xamincr  Disque  in  the  western  live  stock  case  in  which 
lie  asked  the  Commission  to  reduce  rates,  on  the  theory 
that  the  industry  was  in  bad  shape  and  that,  though  the 
freight  rates  were  reasonable,  a  reduction  would  remove 
some  of  the  burden  resting  on  the  stockmen  and  make 
tlu-ir  business  more  profitable,  is  being  used  by  persons  in 
other  lines  of  business  in  their  own  interest. 

If  it  were  shown  that  the  high  freight  rates  were  ac- 
tually curtailing  business  and  that  a  reduction  would  re- 
sult in  increased  business  and  corresponding  tonnage  for 
the  railroads  we  should  say  that,  obviously,  the  rate  was 
unreasonably  high  and  should  be  reduced.  \Ye  should 
say,  further,  that  if  that  were  the  case  the  carriers  ought 
ie  able  to  sec  it  and  would  voluntarily  reduce  rates. 
But  that  is  not  the  case  in  the  western  live  stock  case,  so 
Mr.  Disque  says.  On  the  contrary,  he  says  the  rates  are 
reasonable  and  that  reductions  would  not  result  in  an  im- 
mediate increase  in  tonnage. 

We  should  say  that  the  function  of  the  railroad  is  to 
transport,  at  reasonable  rates,  business  offered.  It  may, 
of  course,  have  its  own  ideas  as  to  how  tonnage  may  be 
increased  and  commerce  developed,  but  that  is  its  own 
business.  Its  responsibility  to  shippers  and  to  the  gov- 
ernment that  controls  it  ends  if  it  performs  the  service 
that  it  may  properly  be  called  on  to  perform.  Why,  then, 
should  it  be  expected— even  ordered  by  its  master,  the 
Commission,  as  advocated  by  Mr.  Disque  and  others 
.o  do  business  at  le<s  than  a  reasonable  return  in  order  to 
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help  somebody  else?  It  has  its  own  business  problems 
and  its  own  necessities  for  showing  a  profit.  We  do  not 
know  where  and  by  whom  has  been  laid  on  it  the  duty  of 
seeing  that  other  business  is  helped  in  time  of  trouble. 
\Yc  understand  the  views  of  Mr.  Disque,  for  instance,  to 
be  that  Congress,  by  the  transportation  act,  without  ex- 
actly saying  so,  has  practically  dumped  the  railroad  busi- 
ness on  the  Commission's  hands  and  that  it  is  up  to  the 
Commission  to  make  private  operation  a  success  and 
dominate  the  carriers'  affairs  for  the  public  good.  As  to 
live  stock,  for  instance,  it  is  pointed  out  that  most  of  the 
production  costs  except  the  freight  rate  are  back  to  nor- 
mal, as  are  prices.  For  these  reasons  and  in  view  of  the 
depressed  condition  of  the  industry  and  to  help  build  it  up 
as  a  source  of  future  traffic  for  the  carriers,  it  seems  to  be 
Mr.  Disque's  idea  that  the  Commission  should  not  allow 
the  rates  to  continue  to  confuse  the  situation,  though,  of 
course,  it  is  admitted  that  the  freight  rate  is  not  the  only 
factor  in  the  difficulty.  An  effort  toward  getting  a  great 
industry  back  on  its  feet  and  its  affairs  back  to  a  normal 
basis  seems  to  be  more  in  his  mind  than  the  revenue  the 
carriers  might  lose. 

In  our  opinion  this  idea  of  the  function  of  the  Com- 
mission by  which  its  judgment  would  be  substituted  for 
that  of  the  carriers  in  the  matter  of  developing  future 
sources  of  revenue  and  by  which  it  would  stand  sponsor 
for  the  prosperity  of  business  so  far  as  the  freight  rate 
may  be  juggled  in  the  interest  of  commerce,  is  wrong, 
both  in  the  sense  that  it  is  not  contemplated  by  the  law 
and  in  the  sense  that  it  is  economically  unsound.  The  rail- 
road does  not  exist  for  the  purpose  of  helping  business, 
but  to  make  a  Jiving  for  itself.  The  Interstate  Commerce 
Commission  sits  in  Washington  for  the  purpose  of  seeing 
to  it  that  the  railroads,  in  making  their  living,  are  not 
guilty  of  unfair  and  discriminatory  practices.  It  was  not 
created  to  act  as  the  guardian  for  business  generally  or  to 
use  its  power  over  railroad  -rates  to  help  this  or  that 
industry  in  time  of  stress. 

\Ve  fear  many  shippers  and  even  the  Commission  it- 
self— if  the  report  of  its  examiner  in  the  western  live 
stock  case  is  to  be  taken  as  indicative  of  anything  more 
than  the  individual  opinion  of  Mr.  Disque — are  in  danger 
of  mistaking  the  obligation  of  the  railroads,  which  it  is 
the  business  of  the  Commission  to  see  discharged,  for  the 
field  in  which  it  ought  to  be  left  to  the  railroads  to  exer- 
cise their  own  judgment  and  business  intelligence.  A 
railroad  may  not  be  allowed  to  do  harm  to  any  business  if, 
without  injustice  to  the  railroad,  it  may  be  restrained 
from  a  harmful  act :  but  so  long  as  what  it  does  is  reason- 
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QUIT,  MOBILE  *  NOBTHEBX 
BAILB01D 

AND   CO.VNKCT1OX* 


Gulf,  Mobile 

&  Northern  R.  R. 

DAILY  Thru  Merchandise  Package  Cars  from 
CHICAGO  and  ST.  LOUIS,  and  WEEKLY  Thru 
Refrigerator  Package  Cars  from  CHICAGO  to 
UNION,  MERIDIAN,  LAUREL,  MISS.,  and 
MOBILE,  ALA.,  via 

I.  C.  R.  R.— Jackson,  Tenn.— G.  M.  &  N.  R.  R. 

Daily  Thru  Package  Cars 


ARRIVE 

LEAVE 

Union     .     .     . 
Meridian     .     . 
Laurel    .     .     . 
Mobile  ... 

Chicago 

St.  Louis 

10:00  p.m. 
11:36  a.m.  3rd  day 
3:05  p.m.  3rd  day 
4:20  p.m.  3rd  day 
4:10  a.m.  4th  day 

7:00  p.m. 
11:36  a.m.  2nd  day 
3:05  p.m.  2nd  day 
4:20  p.m.  2nd  day 
4:10  a.m.  3rd  day 

Weekly  Thru  Refrigerator  Package  Cars 

Leave  CHICAGO  every  Thursday  night  for  LAUREL  and 
MOBILE,  and  every  Friday  night  for  MERIDIAN,  moving 
on  same  schedules  as  Daily  Package  Cars,  and  offering  unex- 
celled service  for  the  handling  of  Butter,  Cheese.  Eggs,  Fresh 
Meats,  and  other  perishables  from  North  and  West  to  desti- 
nation points  named  and  to  Mobile  for  Export. 

Route:  "I.  C.-G.  M.  &  N.  Package  Cars" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

C   L  A.  t  !*••.£   BJu,"dinI'   I««l»n»Polls.    I"d.  2*1    Mercantile    Buildinir.    Cincinnati,    Ohio.  1210    Barclay    Bid*.,    New   York 

Ktiich   Building.   Sprinrfleld,   111.                                         337  Marquett*   Bldg_  Chicago  72«    Monadnock    Bid*..   San    Francisco,    Calif. 

1MB  A.r       '  ,.Bu'ldin«-  J1-    Look-   Mo.                                     Sit   Park   Bid*.,   Pittsburgh.   Pa.  509  Wesley-Roberto  Bldg..  Loi  Angeles,  C.lif. 

Railway  Exchange,  Kamsas  City,  Mo.                                41  Porter  Bldg.,  Memphis.  Team.  (14  Colmaa  Bid*.,  Seattle,  Wash. 
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jihle  it  must  nut  In'  required  to  refrain  merely  because,  if 
it  ilid  i  el" rain,  tilings  would  he  easier  for  some  one  else.  A 
landlord  who  charges  a  reasonable  rent  for  his  house  is 
nui  in  Maine  if  a  prospective  tenant  is  unable  to  pay  the 
prici •,  inn-  would  a  law  to  compel  him  to  meet  the  neccssi- 
tie*.  ni"  the  tenant  receive  any  support  from  persons  cap- 
able nt"  thinking.  It  is  the  owner  who  takes  advantage 
of  the  situation  to  charge  an  unreasonable  rental  against 
whom  popular  disapproval  is  justly  directed. 

All  this  is  not  to  say  that  there  is  not  opportunity  for 
the  railroads  to  exercise  judgment  in  looking  to  future 
business.  It  may  be  that  lower  rates  on  western  live 

k.  though  not  compelled  by  any  consideration  of  jus- 
tice or  immediate  increase  in  business,  could  well  be  put 
into  effect  for  the  sake  of  reviving  a  fainting  industry,  not 
in  order  primarily  to  help  that  industry — which  is  not  the 
function  of  the  carrier — but  in  order  to  create  or  augment 
a  future  source  of  revenue.  We  do  not  know  as  to  that. 
Mm  we  do  know  that  the  decision  does  not  rest  with  the 
Interstate  Commerce  Commission  if  we  are  to  retain  even 
a  semblance  of  private  operation  of  the  railroads  or  if  the 
law,  as  we  interpret  it,  is  to  be  complied  with.  The  ques- 
tion is  merely  one  of  business  judgment,  after  we  pass  the 
point  of  reasonable  rates.  It  is  not  the  fault  of  the  rail- 
roads if  the  live  stock  industry  does  not  thrive,  provided 
the  rates  are  not  unreasonable,  and  they  ought  not  to  be 
called  on  to  perform  an  act  of  charity.  Charity  is  always 
voluntary. 

The  same  thing  is  true  of  Florida  fruits  and  vege- 
tables, for  instance,  which,  growers  say,  have  been  rotting 
on  the  ground  because  of  the  high  freight  rates.  If  the 
rates  have  been  so  high  as  to  prevent  movement  of  crops, 
then  we  should  say  that  they  are  unreasonable,  that  that 
fart  could  be  shown,  either  to  the  carriers  or  to  the  Com- 
mission, and  that  reductions  could  be  obtained.  But  if 
(lie  rales  are  reasonable  and  to  reduce  them  would  not 
result  in  increased  tonnage,  then  the  railroads  ought  not 
tn  lie  held  responsible  and  compelled  to  take  less  than  is 
reasonable  in  order  that  an  industry  may  be  helped  to  get 
mi  its  feet.  It  is  for  the  industry  itself  to  work  out  its 
n  salvation.  It  may  take  time  and  some  people  may 
lose  money  in  the  process,  but  a  reasonable  freight  rate  is 
as  much  a  part  of  the  necessary  cost  of  doing  business  as 
are  high  interest  rates,  high  taxes,  high  rent,  and  high 

es  of  labor.  Here  again,  of  course,  the  railroad  may 
exercise  business  judgment  with  an  eye  to  the  future  and 
it  might  see  fit  to  reduce  rates  to  help  an  industry  in  order 
to  get  increased  tonnage  in  the  future,  feeling  that, 
though  it  has  no  obligation  to  reduce  the  rates,  such  a 
reduction,  nevertheless,  might  be  good  business  policy. 

We  showed  last  week  how  the  Gulf,  Mobile  and 
Northern  Railroad  Company,  in  order  to  encourage  agri- 
cultural development  of  cut-over  land  on  its  line  and  thus 
make  business  for  itself,  was  refunding  its  earnings  on 
fertilizer  when  applied  to  the  soil  in  this  territory.  Cer- 
tainly it  is  under  no  obligation  to  help  the  farmer  in  this 
manner,  but  just  as  certainly  it  is  acting  wisely  in  a  busi- 
IH-SS  sense.  That  is  what  we  mean  by  difference  between 
the  obligation  and  the  business  opportunity  of  the  rail- 
road. And  it  is  here,  we  believe,  that  there  is  the  greatest 
opportunity  for  the  railroads  to  improve  their  condition. 
I  hat  is  no  more  true  now  than  it  has  been  when  we  have 


said  it  many  times  before,  but  the  era  of  high  rates  may 
serve  to  call  attention  to  it  more  sharply  and,  doubtless, 
to  furnish  more  noticeable  opportunities.  The  railroad 
executives  must  bring  to  their  industry  more  of  business 
method  and  business  judgment  than  has  characterized 
them  in  the  past.  Their  fault  has  been  that  they  regarded 
themselves  too  much  as  merely  a  machine  to  carry  what 
was  offered.  That  is  all  they  are,  so  far  as  their  respon- 
sibility to  the  agencies  of  government  is  concerned,  but 
it  is  not  all  they  should  be  if  they  are  to  keep  their  place 
as  a  privately  operated  business  and  are  to  flourish  in 
doing  it. 


THE  "GIFT"  TO  THE  RAILROADS 

We  are  not  concerned  with  the  political  gymnastics 
of  Congressman  Keller,  of  Minnesota.  He  may  scold  the 
administration  of  the  party  of  which  he  is  a  member  as 
must  as  he  pleases  and  we  feel  no  call  to  rush  to  the  de- 
fense. Only,  when  he  scolds,  we  feel  it  our  duty  to  do 
what  we  can  to  prevent  a  false  impression  on  the  public 
from  his  remarks  on  the  transportation  situation. 

It  is,  perhaps,  not  remarkable  that  a  member  of  Con- 
gress does  not  know  much  about  the  transportation  situa- 
tion. Anyhow,  he  is  not  alone  in  his  ignorance  nor  in  his 
willingness  to  speak  of  something  he  knows  nothing 
about.  But  even  a  congressman,  we  should  think,  would 
be  able  to  grasp  what  is  involved  in  the  proposal  of  the 
administration  to  furnish  financial  relief  to  the  railroads. 
He  might  have  reasons  for  opposing  it  but  he  ought  to  be 
able  to  understand  what  it  is.  But  Mr.  Keller  either  does 
not  understand  or  he  does  not  want  others  to  understand. 
He  speaks  of  "refunding  half  a  billion  dollars  to  the  rail- 
roads" and  says :  "The  President's  advisers  seem  to  think 
it  possible  for  this  country  to  lift  itself  by  its  economic 
bootstraps  and  vaguely  promise  that  a  half  billion  gift  to 
the  railroads — which,  in  some  mysterious  manner,  is  not 
to  increase  taxes — will  restore  prosperity."  He  says  the 
administration  had  better  busy  itself  with  lowering 
freight  rates,  taking  off  the  transportation  tax,  and  seeing 
to  it  that  the  roads  are  run  efficiently.  "But  that  is  not 
likely,"  he  says,  "so  long  as  railroad  executives  can  de- 
pend upon  the  administration  for  lavish  gifts." 

We  are  almost  persuaded  that  Mr.  Keller  is  just 
ignorant  and  not  trying  to  deceive.  His  remarks  have  the 
stamp  of  ignorance  and  lack  of  comprehension.  His  talk 
of  "lavish  gifts"  in  this  connection  is  pure  drivel.  We 
hope  our  readers  all  understand  the  proposition  by  this 
time  but,  lest  there  be  some  in  the  class  with  the  Minne- 
sota congressman  or  who  have  not  given  enough  atten- 
tion to  the  matter  to  know  what  the  facts  are,  we  explain 
once  more. 

The  proposition  is  that  the  government  pay  promptly 
to  the  railroads  the  money  it  owes  them,  the  railroads 
making  some  concessions  in  their  claims  in  the  interest  of 
prompt  settlement,  and  that,  then,  the  government  per- 
mit the  railroads. to  fund  their  indebtedness  to  the  gov- 
ernment, instead  of  this  indebtedness  being  used  as  an 
immediate  offset  to  the  amounts  the  government  owes  the 
railroads.  Thus,  the  railroads,  while,  perhaps,  not  get- 
ting, in  the  long  run,  as  much  as  they  think  they  ought  to 
have,  will  be  provided  with  ready  cash,  which  they  much 
need  and  which  will  do  much  to  restore  general  pros- 
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pcrity  if  they  get  it.  Nobody  gives  them  anything  they 
would  not  get  otherwise  or  that  they  arc  not  entitled  to ; 
therefore,  there  can  be  no  increased  taxation  involved. 
\Ye  hope  there  will  not  be  ignorance  or  pure  "cussedness" 
enough  in  Congress  to  keep  from  being  enacted  the  legis- 
lation necessary  to  make  this  program  effective. 

RAILWAY  REVENUE 

The    Traffic    World    Washington   Bureau 

The  net  railway  operating  income  in  June  of  the  railroads 
of  the  United  States  amounted  to  $51,778,000,  $14,697,346  more 
than  it  was  in  May,  according  to  reports  filed  by  the  carriers 
with  the  Interstate  Commerce  Commission,  compiled  for  the 
Association  of  Railway  Executives. 

The  earnings  for  June,  on  the  basis  of  the  tentative  valua- 
tion fixed  by  the  Commission  for  rate-making  purposes  under 
the  transportation  act,  would  be  at  the  annual  rate  of  return  of 
3.1  per  cent  compared  with  2.4  per  cent  the  previous  month. 
The  railroads  fell  short  $47,295,000,  or  47.7  per  cent,  of  earning 
6  per  cent  contemplated  by  the  act. 

This  is,  however,  the  largest  amount  earned  in  any  one 
month  by  the  railroads  since  last  November,  when  their  net 
operating  income  was  $54,343,793.  Seventy  two  roads— 24  in 
the  eastern,  19  in  the  southern,  and  29  in  the  western  district- 
had  operating  deficits  in  June,  compared  with  a  total  of  82 
in  May. 

The  tabulations  are  based  on  reports  from  202  class  one 
railroads  having  a  total  mileage  of  235,548  miles. 

That  the  carriers  through  efficiencies  which  they  have  in- 
stituted since  the  traffic  slump  began  late  last  fall  as  well  as 
retrenchments,  which  declining  revenues  forced  them  to  make, 
have  a  better  hold  on  their  expenditures  now  than  for  some 
months,  is  revealed  by  the  reports,  which  show  that  in  June 
82.34  cents  out  of  every  dollar  of  revenue  went  for  expenses 
compared  with  85.43  cents  in  May.  In  June  last  year  it  was 
96.84  cents  and  in  May,  one  year  ago,  95.69  cents. 

Operating  revenues  in  June  for  the  railroads  of  the  United 
States  totaled  $461,127,000,  which  was  a  decrease  of  6.7  per  cent 
compared  with  those  for  the  same  month  last  year.  Operating 
expenses  were  $379,688,000,  or  20.7  per  cent  less  than  in  June 
one  year  ago.  The  net  operating  income  was  $51,778,000,  com- 
pared with  an  operating  deficit  of  $14,612,000  during  the  same 
month  in  1920. 

From  September  1,  1920,  when  the  guaranty  period  ended, 
to  June  30  last,  the  net  operating  income  of  the  rail  carriers 
was  $368,445,000,  which,  on  the  basis  of  their  tentative  valuation, 
would  be  at  the  annual  rate  of  return  of  2.5  per  cent.  This 
amount  falls  short  $516,626,000  of  that  contemplated  to  be  earned 
under  the  rates  established  by  the  Commission. 

While  the  carriers  in  each  of  the  districts  fell  short  of  earn- 
ing a  return  of  5%  or  6  per  cent  in  June,  the  reports  show  a 
slight  improvement  in  each  compared  with  May.  The  net  oper- 
ating income  of  those  in  the  eastern  district  was  at  the  annual 
rate  of  2.9  per  cent  compared  with  2.8  per  cent  the  previous 
month;  in  the  southern  it  was  also  2.9  per  cent  compared  with 
2.5  per  cent  in  May,  and  in  the  western  it  was  3.4  per  cent 
compared  with  2.3  per  cent  during  the  preceding  month. 

Complete  reports  except  for  the  Detroit  &  Toledo  Short 
Lines  show  that  the  total  operating  revenues  of  the  carriers  in 
the  eastern  district  in  June  were  $211,173,000,  or  a  decrease  of 
4.1  per  cent  compared  with  the  same  month  last  year.  Oper- 
ating expenses  were  $174,896,000,  which  was  a  decrease  of  22.4 
per  cent  compared  with  June  one  year  ago,  while  the  net  oper- 
ating income  totaled  $22,724,000  compared  with  a  deficit  of  $19,- 
706,000  during  that  month  last  year. 

In  the  southern  district,  complete  reports  showed  operating 
revenues  to  be  $72,501,000,  or  a  decrease  of  3.8  per  cent  under 
those  of  the  same  month  last  year,  while  operating  expenses 
were  $62,846,000,  or  21.2  per  cent  below  those  for  June,  1920. 
The  net  operating  income  for  the  roads  in  the  southern  district 
was  $5,905,000  compared  with  an  operating  deficit  in  June  one 
year  ago  of  $7,280,000. 

Railroads  in  the  western  district  reported  their  operating 
revenues  as  being  $177,453,000,  or  10.8  per  cent  less  than  they 
were  during  the  same  month  in  1920.  Operating  expenses  were 
$141,946,000,  or  18.2  per  cent  under  those  for  June  last  year. 
Their  net  operating  income  was  $23,149,000,  or  87.1  per  cent  more 
than  during  that  month  one  year  ago. 


CAR  SURPLUS  AND  SHORTAGE 

I  he    1  rQffic    World     Washington    Bureau 

Due  principally  to  the  increased  demand  lor  grain  cars  in 
the  central  west,  a  reduction  of  28,991  in  the  number  of  freight 
cars  temporarily  out  of  service  July  31  because  of  the  business 
depression  was  shown  by  reports  received  by  the  Car  Service 
Division  of  the  American  Railway  Association.  On  that  day, 
the  total  was  526,177  compared  with  555,168  on  July  23. 

Of  the  total,  321,781  were  serviceable  freight  cars  in  excess 
of  current  freight  requirements,  while  the  remaining  204,396 
were  freight  cars  in  need  of  repairs.  On  July  23,  serviceable 
cars  totaled  350,772.  Surplus  box  cars  in  good  repair  at  the 
end  of  the  month  numbered  100,207  compared  with  119,442  on 
the  earlier  date,  or  a  reduction  within  that  period  of  19,235  cars. 
Reports  showed  161,723  surplus  coal  cars  in  good  order,  which 
was  a  reduction  of  6,845  cars  in  a  little  more  than  a  week.  A 
reduction  bf  1,830  was  reported  in  the  number  of  surplus  stock 
cars,  bringing  the  total  on  July  31  to  14,467. 

As  a  result,  mainly,  of  the  demand  for  grain  cars,  a  shortage 
In  certain  sections  of  the  country  of  3,905  freight  cars  was  re- 
ported by  the  railroads.  This  was  an  increase  of  1,137  cars 
over  that  on  July  23.  Of  the  total  3,710  consisted  of  box  cars, 
which  was  an  increase  of  1,207  cars  in  slightly  more  than  a  week. 


PENNSYLVANIA    WORKING    AGREEMENTS 

The  Pennsylvania  Railroad,  August  10,  asked  and  received 
from  the  United  States  Railroad  Labor  Board  an  extension  of 
fifteen  days'  time  in  which  to  comply  with  the  order  of  the 
board  directing  a  conference  between  the  executives  and  the  em- 
ployes of  the  road,  to  be  held  on  or  before  August  10,  to  arrange 
for  the  election  of  a  committee  to  draw  up  new  working  agree- 
ments. 


LOADING  OF  REVENUE  FREIGHT 

The    Traffic    World    Washington   Bureau 

With  gains  in  all  commodities  except  coal  and  ore,  an  in- 
crease of  6,222  in  the  number  of  cars  loaded  with  revenue  freight 
the  week  which  ended  on  July  30,  compared  with  the  preceding 
week,  was  shown  by  reports  received  from  the  railroads  of  the 
United  States  by  the  car  service  division  of  the  American  Rail- 
way Association. 

The  total  for  the  week  was  796,570  cars,  which  was,  how 
ever,  139,796  cars  less  than  were  loaded  during  the  correspond- 
ing week  last  year  and  128,625  cars  under  the  total  for  the  cor- 
responding week  in  1919. 

Loading  of  grain  and  grain  products,  which  so  far  this  year 
has  been  heavier  than  during  either  1920  or  1919,  continued  to 
increase,  the  total  for  the  week  being  66,416  cars,  or  1,497  more 
than  were  loaded  the  week  before.  This  was  also  26,564  cars 
in  excess  of  the  number  loaded  during  the  corresponding  week 
last  year  and  9,301  more  than  were  loaded  during  the  correspond- 
ing week  two  years  ago.  From  June  4  to  July  30,  inclusive,  the 
total  number  of  cars  loaded  with  grain  and  grain  products  ex- 
ceeded the  same  period  last  year  by  123,400  cars. 

Reports  showed  an  increase  of  6,892  cars  over  the  previous 
week  in  the  number  loaded  with  merchandise  and  miscellaneous 
freight,  which  includes  manufactured  products,  bringing  the  total 
for  the  week  to  474,781  cars.  Loading  of  forest  produris 
amounted  to  44,712  cars,  which  was  an  increase  of  1,586  cars 
within  a  week,  while  shipments  of  live  stock  totaled  25,358  cars, 
or  669  more  than  the  week  before.  Coke  loadings  increased  183 
cars  to  a  total  of  4,111.  Coal  amounted  to  151,089  cars,  which 
was,  however,  1,053  cars  less  than  were  loaded  the  previous 
week,  and  34,700  less  than  during  the  corresponding  week  our 
year  ago.  There  was  also  a  decrease  of  3,552  cars  compan'il 
with  the  previous  week  in  the  number  loaded  with  ore,  the  total 
for  the  week  of  July  30  being  30,103  cars. 

Compared  by  districts,  increases  over  the  week  befoic  in 
the  number  of  cars  loaded  with  revenue  freight  were  reported 
in  the  Eastern,  Southern,  Central  Western  and  Southwestern  re- 
gions, but  decreases  in  the  Allegheny,  Pocahontas  and  North- 
western. All  reported  decreases  compared  with  the  correspond- 
ing week  last  year  except  the  Central  Western. 


TRANSPORTATION  TAX  REPEAL 

rhe    Traffic    World    Washington   Bureau 

In  the  tax  revision  bill  tentatively  agreed  on  by  the  ma- 
jority members  of  the  House  ways  and  means  committee  August 
10,  all  transportation  taxes,  except  on  express,  are  to  be  re- 
pealed as  of  January  1,  1922.  House  Republicans  will  caucus 
on  the  bill  next  Monday  night.  President  Harding,  in  his  sug- 
gestions, asked  only  that  the  transportation  taxes  be  cut  in  half. 

Removal  of  the  taxes  on  freight  and  other  kinds  of  trans- 
portation services  other  than  express,  would  save  to  shippers, 
according  to  the  estima'te  of  the  House  ways  and  means  com 
mittee,  about  $253,000,000— freight,  $145,000,000;  passenger. 
$100,000,000,  and  Pullman  fares,  $8,000,000. 


PETROLEUM  ORDER  VACATED 

The  Commission  has  vacated  its  order  in  I.  &  S.  No.  1318 
Combination  Rule  on  Petroleum  and  Petroleum  Products  to  the 
Southeast,  in  which  the  carriers  proposed  to  cancel  the  com- 
liination  rule  whereby  only  one  increase  was  made  in  the  through 
charge  on  shipments  of  petroleum  and  its  products,  in  accordance 
with  the  principle  laid  down  in  Freight  Rate  Authority  No.  96. 
The  Commission  has  discontinued  its  proceedings  because  t 
carriers  have  canceled  their  proposal  to  cancel  that  rule. 
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Current  Topics 

in  Washington 


Misleading  the  Public. — At  times  it  seems  almost  as  if  there 
were  an  organization  in  Washington,  with  branches  over  the 
country,  tin-  purpose  of  which  was  to  mislead  the  people  as  to 
the  oiui  10  be  accomplished  by  the  funding  (not  "refunding")  of 
the  money  the  railroads  owe  the  government  by  reason  of  what 
the  government  put  into  the  property  of  the  railroad  com- 
panies, in  (lie  way  of  improvements,  extensions,  and  betterments 
chargeable  to  capital  account.  Representative  Keller,  of  Min- 
ota,  Republican,  thinks  it  evidence  of  subservience  to  Wall 
Street  to  propose  that  the  government  shall  take  the  lOU's  of 
the  railroads  instead  of  trying  to  force  them  to  pay  what  they 
owe.  His  statement  on  the  subject  of  the  President's  policy  is 
one  of  the  most  misleading,  it  is  believed,  yet  given  out,  either 
by  a  Democrat  or  Republican.  There  are  men  who  think  the 
railroads  do  not  fairly  owe  the  government  any  more  for  the 
improvements  the  government  made  in  the  war  period  than  the 
improvements  would  have  cost  had  the  railroads  made  them 
prior  to  the  war.  The  government,  it  Is  argued,  was  a  tenant, 
and  if  it  chose  to  make  improvements  It  did  so  at  its  own  risk 
of  having  the  landlord  accept  the  improvements  and  pay  for 
them.  Of  course,  the  government  forced  some  .of  the  railroads 
to  sign  the  contract  giving  it  the  right  to  make  improvements. 
The  improvements  made  by  the  government  are  the  things  that 
impoverished  the  government.  The  high  wage  scales  and  the 
national  agreements  that  have  been  in  effect  since  the  end  of 
federal  control  are  the  things  that  have  impoverished  the  rail- 
roads and  made  it  impossible,  in  large  measure,  to  earn  the 
money  needed  to  pay  for  the  "improvements." 


The  Inefficiency  of  Labor. — The  Commission's  report  on  the 
so-called  "inefficiency  of  labor"  brings  to  mind  the  fact  that,  in 
1919,  while  the  railroads  were  still  under  government  control, 
the  Railroad  Administration  caused  at  least  two  statisticians  to 
make  investigations  on  a  number  of  railroads  to  determine  the 
relative  efficiency  of  labor  then  and  before  the  railroads  were 
taken  over.  Those  reports  were  never  made  public.  Director- 
General  Mines  and  the  guardians  of  the  reputation  of  the  Rail- 
road Administration  would  not  even  admit  that  such  investiga- 
tions had  been  undertaken.  But  they  were,  and  the  report  of  at 
least  one  of  the  statisticians  is  in  existence.  The  report,  of 
course,  is  a  part  of  the  record  of  the  Railroad  Administration.  It 
shows  that,  even  when  the  wages  had  been  equated,  the  cost  of 
labor  on  a  given  job  was  from  125  to  130  per  cent  of  what  it 
had  been  before.  The  Railroad  Administration  has  admitted  that 
It  was  obligated  to  furnish  as  good  ties  as  the  railroads  had  used 
before  federal  control  or  pay  the  deficiency.  It  recognized  that 
duty  long  ago.  Therefore,  when  it  replaced  a  hardwood  tie  with 
a  softwood  tie,  it  paid  the  difference.  In  the  same  way  it  has 
paid  tlie  difference  between  a  creosoted  and  an  untreated  tie. 
It  has  not,  however,  recognized  its  duty  to  have  relaid  as  many 
rails  and  replaced  as  many  ties  in  a  given  piece  of  track  as 
i lie  railroad  company  did  in  normal  times  before  the  war.  That 
is  to  say,  all  it  is  offering  to  do  is  to  show  that  it  has  had  as 
many  men  working  as  many  hours  on  repairing-  that  piece  of 
track  as  the  railroads  employed  in  the  same  length  of  time. 
Whether  the  men  so  employed  laid  twice  as  many  rails  and  re- 
placed twice  as  many  ties,  or  only  half  as  many,  the  Railroad 
Administration  says  is  of  no  importance.  Inasmuch  as  the  Com- 
mission has  said  the  same  thing,  the  railroads  will  lose,  unless 
the  courts  say  the  contract  means  something  entirely  different. 
Inasmuch  as  the  Railroad  Administration  made  two  investiga- 
tions to  determine  the  relative  efficiency  of  labor  long  before 
the  railroads  had  a  chance  to  make  a  claim  for  any  allowance 
on  account  of  so-called  inefficiency,  the  ordinary  man  might  be 
expected  to  believe  that  the  Railroad  Administration  then  recog- 
nized its  obligation  to  keep  the  roads  in  as  good  repair  as  for- 
merly, but  changed  its  mind  later  on  and  came  to  the  conclusion 
that  if  it  paid  men  for  as  many  hours  as  the  railroads  had 
paid  them,  in  the  test  period,  its  duty  was  discharged,  regard- 
less of  how  little  those  men  did. 


Doing  Business  With  the  Government. — Hereafter,  this  gen- 
eration of  railroad  men,  it  is  believed,  will  act  whenever  possible 
on  the  rule  that  many  manufacturers  use  for  their  own  guidance. 
That  rule  is  to  do  no  business  with  the  government  that  can 
be  avoided.  The  government  is  a  bad  debtor.  It  knows  nothing 
about  commercial  practices.  Its  purchasing  agents  insist  on  all 
perfect  goods  at  prices  no  higher  than  merchants  pay  for  run- 
of-the-mill  goods.  It  will  take  no  "seconds,"  but  it  wants  its 
prices  for  all  "firsts"  the  same  as  the  price  for  firsts  and  seconds 
Iiaid  by  merchants.  Then,  too  often  for  the  comfort  of  the 
man  who  sells  to  the  government,  it  takes,  not  the  customary 
thirty,  sixty,  or  ninety  days  for  settling  bills,  but  years.  The 
Western  I'nion.  in  the  period  following  the  end  of  Burleson 
control  of  the  wires,  had  to  send  around  its  collectors  to  the 


various  government  oflires  and  practically  beg  them  to  pay  dome 
of  the  bills  that  had  already  been  running  for  five,.  Mix  or  even 
twelve  months.  In  some  instances  they  were  being  held  up  on 
the  flimsiest  of  pretexts  and  in  some  on  no  pretext  at  all,  except 
that  the  government  was  running  behind.  Nearly  every  man 
who  had  money  owing  him  by  the  government  had  to  wait 
for  It  in  1919  and  1920. 

The  Tragedy  in  Abandonment  and  Construction  Certificate*. 
— One  of  the  things  that  i.s  becoming  obvious  to  those  having 
anything  to  do  with  the  issuance  of  certificates  of  public  con- 
venience to  construct  or  abandon  a  line  of  railroad  is  that  In 
many  cases  there  will  be  tragedy.  If  the  Commission  denies  a 
certificate  to  build,  the  hopes  of  those  who  expected  to  benefit 
by  the  boom  following  the  construction  of  the  projected  line 
will  be  heaved  into  the  gloom  box.  If  the  Commission  grants  a 
certificate  of  abandonment  those  who  invested  in  homes,  schools 
and  churches  will  see  their  money  disappear.  The  duty  of  pass- 
ing on  such  applications,  if  as  conscientiously  discharged  as  is 
the  wont  of  the  Commission,  will  be  the  most  disagreeable  ever 
laid  on  it.  Every  man  or  community  projecting  a  railroad  Is 
as  sanguine  as  a  college  graduate.  To  have  it  said  by  men  who 
have  not  always  lived  in  the  community  that  the  project  looks 
bad  or  positively  repulsive,  will  be  regarded  as  evidence  of 
callousness  to  the  best  interests  of  the  community.  State  com- 
missions are  nearly  as  enthusiastic  as  the  communities  willing 
to  invest  money  in  such  enterprises.  They  approve  projects 
which  the  federal  body  cannot  bring  itself  to  endorse,  even  to  the 
extent  of  admitting  that  the  plans  might  work  out  as  expected. 
In  the  Idaho  Central  case,  the  Commission  limited  the  certificate 
so  that  the  promoters  will  not  be  able  to  use  any  money  on  their 
project  other  than  that  which  they  raise  by  the  sale  of  stock. 
The  promoters  believe  not  only  that  they  can  raise  the  money 
in  that  way,  but  that  they  can  make  the  projected  railroad  pay, 
and  that,  too,  without  borrowing  a  dollar  on  which  fixed  charges 
must  be  met.  By  means  of  that  limitation  the  communities 
through  which  the  railroad  is  to  run  must  find  the  money  and 
run  all  the  risks.  Commisisoners  seem  to  have  an  idea  that 
with  such  a  limitation  those  who  have  money  to  put  into  a 
railroad  will  think  two  or  three  times  before  starting.  In  many 
parts  of  the  country  there  are  railroads,  such  as  the  Missouri  & 
North  Arkansas,  which  seem  to  be  so  completely  "broke"  and 
with  so  few  chances  of  ever  obtaining  any  traffic,  that  all  the 
bondholders  will  get  will  be  the  money  obtained  from  selling  the 
rails,  ties,  and  other  movable  property.  In  such  cases  certifi- 
cates from  the  Commission  authorizing  abandonment  would  be 
a  superfluity. 


Divisions  for  the  Henry  Ford  Road. — In  the  event  the  Com- 
mission feels  it  necessary,  in  the  public  interest,  to  inquire  into 
what,  if  anything,  has  been  done  in  the  way  of  increased  div- 
sions  to  the  Detroit,  Toledo  &  Ironton,  a  railroad  that  had.granted 
increased  divisions  might  be  expected  to  be  reluctant  to  "disclose 
the  essential  facts.  However,  if  a  railroad  that  had  been  obtaining 
large  tonnage  controlled  by  employes  of  Henry  Ford  before 
Mr.  Ford  bough?  the  road  he  now  owns  should  show  a  marked 
falling  off  in  tonnage  after  the  Ford  purchase,  an  inquiry  might 
elicit  whether  any  suggestions  as  to  an  increased  division  were 
heard  about  the  time  the  Detroit,  Toledo  &  Ironton  changed 
hands.  The  Detroit,  Toledo  &  Ironton  probably  is  too  big  a  rail- 
road to  be  subjected  to  the  rules  that  have  been  prescribed  for 
industrial  railways,  but  its  mere  length  would  not  make  it  im- 
possible for  the  Commission,  were  it  so  minded,  to  inquire  as 
to  pertinent  facts  about  divisions  and  attempts  to  have  them 
increased.  It  is  possible  that  the  matter  will  cease  to  be  a 
tickler  of  the  risible  nerves  if  the  proposed  reductions  in  rates 
have  half  the  serious  effect  that  some  of  the  coal  operators,  not 
about  to  obtain  the  benefit  of  reductions,  seem  to  think  they  will. 


Queries  in  the  Sulphur  Mine  Oil  Rate  Case. — Suspension  of 
the  reduction  in  rates  on  crude  and  fuel  oil  proposed  by  the 
Southern  Pacific  and  the  Kansas  City  Southern  from  Texas  points 
of  origin  to  Sulphur  Mine,  La.,  serves  to  call  attention  to  two 
things  in  the  amended  interstate  commerce  law.  The  first  is 
the  power  to  prescribe  minimum  rates,  which  is  not,  as  popu- 
larly supposed,  limited  to  the  prevention  of  discrimination.  The 
second  is  that  the  Commission  is  charged  with  notice  that  Con- 
gress desires  to  promote  transportation  by  water.  The  two  rail- 
roads desired  to  reduce  rates  because  the  sulphur  company,  for 
whose  benefit  the  reductions  were  proposed,  threatens  to  use  the 
waterways  to  obtain  its  supply  of  fuel  oil,  which  alone  requires 
the  running  of  a  solid  train  of  tank  cars  every  day.  By  sus- 
pending the  proposed  reductions  the  Commission  seems  to  pro- 
mote the  development  of  transportation  by  water,  because  it 
invites  the  sulphur  company  to  carry  out  its  threat  or  promise, 
which  the  railroads,  in  defending  their  proposal,  said  it  had 
made.  Therefore,  in  suspending  the  proposed  reductions  the 
Commission  carried  out  one  part  of  the  law.  But  there  is  an- 
other part.  It  requires  the  Commission  so  to  arrange  rates  as 
to  give  the  railroads  six  per  cent  net  revenue.  If  the  water 
transportation  is  established,  the  railroads  .lose  the  revenue  they 
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have  heretofore  derived  from  the  carriage  of  the  oil.     The  query 
is  whether  that  is  a  compliance  with  or  a  defiance  of  section  15-a. 

A.  E  .H. 


TIME  FOR  FILING  CLAIMS 

The   Traffic    World    Washington   Bureau 

At  the  time  this  was  written  (August  12)  the  chances  seemed 
to  be  against  any  further  extension  of  the  time  for  filing  claims 
for  reparation  arising  under  federal  control.  At  that  time  Sen- 
ate bill  No.  621,  already  passed  by  the  Senate,  was  pending 
before  the  House  committee  on  interstate  and  foreign  claims, 
without  any  prospect  of  action  being  taken  thereon  before  the 
proposed  recess  of  Congress,  beginning  August  20,  and  extending 
beyond  September  1,  the  last  day  on  which  claims  for  reparation 
may  be  filed  against  the  Railroad  Administration. 

The  Railroad  Administration,  which  had  voluntarily  extended 
the  time  for  filing  claims  against  it  to  September  1,  was  not 
even  thinking  of  a  further  extension  of  the  period  of  grace. 
It  extended  the  time  for  filing  from  March  1  to  September  1, 
1921,  because,  in  the  opinion  of  Director-General  Davis,  shippers 
had  not  had  as  full  opportunity  to  file  claims  for  the  return 
of  overcharges  as  they  should  have  had;  that  extension  of  six 
months  was  made  with  a  view  to  affording  shippers  opportunity 
to  file  the  claims,  and  also  to  give  Congress  a  chance,  if  it  de- 
sired, to  extend  the  time  of  filing  the  claims  by  amending  the 
law  covering  that  subject. 

It  was  thought  that  the  House  committee  would  take  up  the 
Senate  bill  at  its  meeting  August  11,  but,  instead,  it  devoted  its 
attention  to  the  funding  bill.  Its  failure  to  act  on  that  day, 
however,  did  not  mean  that  it  might  not  take  action  before  the 
proposed  recess  August  20.  It  was  not  certain  that  the  recess 
would  be  taken,  but  the  general  situation  was  such  as  to  create 
the  impression  that  the  chances  were  against  action  in  time  to 
extend  the  date  beyond  September  1. 


TIME    FOR   FILING   EXPRESS  CLAIMS 

The  American  Railway  Express  Company  and  parties  to  its 
Official  Express  Classification  No.  27,  I.  C.  C.  1500,  by  means  of 
supplement  5,  effective  September  10,  propose  to  extend  the  time 
for  filing  of  claims  for  damage  from  four  to  six  months,  and  for 
failure  to  deliver  from  four  months  and  fifteen  days  to  six  months 
and  fifteen  days.  This  increase  in  the  time  for  filing  claims 
is  in  line  with  the  recommendations  made  to  the  express  com- 
pany by  the  National  Industrial  Traffic  League,  reported  by  the 
express  committee  at  the  Cleveland  meeting  of  the  League.  See 
Traffic  World,  July  30,  p.  236.  The  Southeastern  made  the 
change  some  time  ago,  so  there  is  now  uniformity. 


$3.00  FLAT  DEMURRAGE  RATE 

The  National  Industrial  Traffic  League  is  taking  a  mail  vote 
of  its  members  on  the  question: 

Bearing  in  mind  our  promise  to  the  Interstate  (Commerce  Com- 
mixKion,  do  you  favor  an  immediate  effort  to  put  into  effect  a  flat  $3.00 
demurrage  rate  to  apply  under  all  conditions,  as  approved  by  the 
League,  or  do  you  favor  marking  time  on  this  question  until  conditions 
change  to  that  extent  where  carriers  force  action? 

The  letter  to  members,  signed  by  W.  H.  Day,  Jr.,  chairman 
of  the  car  demurrage  and  storage  committee,  asking  for  expres- 
sions of  opinion,  says: 

"Following  a  series  of  conferences  held  during  the  early 
fall  of  1920,  a  joint  special  committee  representing  the  A.  R.  A. 
and  the  League,  agreed  to  recommend  to  the  parent  bodies  the 
reinstatement  of  war-time  scale  demurrage  rates,  on  the  theory 
that  such  advance  would  hasten  the  release  of  badly  needed 
equipment.  This  recommendation  came  before  the  League  as  a 
whole  at  its  Louisville  meeting  last  fall,  and  by  a  small  margin 
the  recommendations  of  the  League  special  committee  were 
adopted,  yet  when  the  tariff  carrying  the  scale  of  rates  proposed, 
was  filed,  so  many  protests  were  lodged  with  the  Interstate  Com- 
merce Commission  by  League  members,  that  the  tariff  was  sus- 
pended pending  hearing. 

"League  Circular  No.  309,  issued  January  5,  last,  conveyed 
to  the  membership  the  fact  that  the  proposed  war-time  demur- 
rage rates  issued  to  take  effect  December  1,  1920,  but  under 
suspension  by  the  I.  C.  C.  in  I.  &  S.  Docket  1249,  had  been  with- 
drawn and  cancelled  on  account  of  conditions  which  prompted 
the  advance  having  materially  changed.  Attached  to  this  circu- 
lar was  copy  of  a  letter  addressed  to  Chairman  Clark,  of  the 
I.  C.  C.,  under  date  of  December  30,  which  in  part  read  as 
follows: 

The  above  conclusions  were  reached  upon  the  understanding  that 
the  two  committees  would  again  confer  at  an  early  date,  with  the  view 
of  reaching  an  agreement  upon  a  just  and  reasonable  demurrage  rate 
to  be  applied  both  during  periods  of  car  .surplus  and  car  shortage,  and 
thus  avoid  the  necessity  of  bringing  the  question  frequently  before  the 
Commission. 

"At  the  Cleveland  meeting  of  the  League,  May  25,  last,  by  a 
vote  of  145  to  90,  your  demurrage  committee  was  instructed  to 
join  with  the  A.  R.  A.  in  recommending  to  the  Interstate  Com- 


merce Commission  a  flat  demurrage  rate  of  $3  to  apply  both 
during  periods  of  car  surplus  and  car  shortage. 

"Plans  are  now  being  perfected  for  a  meeting  of  the  demur- 
rage and  storage  committees  of  the  A.  R.  A.  and  the  League,  to 
be  held  the  early  part  of  September,  at  which  time  the  question 
involved  will  undoubtedly  come  up  for  consideration,  and  on 
account  of  recently  expressed  dissatisfaction  by  some  League 
members  of  the  action  taken  at  Cleveland,  plus  the  thought  that 
a  repetition  of  the  procedure  taken  by  some  League  members 
following  our  Louisville  meeting  would  be  anything  but  helpful, 
prompts  your  committee  to  take  a  mail  vote  for  the  purpose  of 
determining  actual  sentiment  on  the  following  questions:  .  .  . 

"The  opinion  of  your  demurrage  committee  has  been,  and 
is,  that  if,  as  a  result  of  business  picking  up,  a  car  shortage 
should  occur,  it  would  be  much  more  difficult  to  obtain  a  $3 
rate  than  under  present  conditions;  on  the  other  hand,  if  business 
does  not  pick  up  materially,  there  is  no  real  necessity  for  demur- 
rage, therefore  no  one  would  be  unduly  penalized  by  change 
proposed." 


KELLER  ATTACKS  ADMINISTRATION 

The    Traffic    World    Washington   Bureau 

Attack  on  the  policies  of  President  Harding  and  the  Repub- 
lican leaders  in  Congress  has  been  made  by  Representative 
Oscar  E.  Keller  of  St.  Paul,  Republican,  who  asserted  that  unless 
there  was  a  change,  especially  so  as  to  allow  free  discussion  of 
bills,  an  explosion  in  the  Republican  party  was  imminent.  He 
said  that  the  threatened  explosion  would  "scatter  the  Republican 
party  from  Maine  to  California."  The  statement  issued  by  the 
Minnesota  congressman  scored  the  administration  for  "blind 
obedience  to  Wall  Street."  Mr.  Keller  said  that  this  "stupid, 
selfish  and  short-sighted  policy  is  retarding  prosperity  and  creat- 
ing profound  distrust  and  discontent  among  the  people." 

The  attack  was  specifically  on  the  administration's  attitude 
on  railroad  "refunding,"  the  Norris  farm  export  bill,  the  Fordney 
tariff  and  the  suggested  changes  in  the  revenue  bill  before  the 
House  ways  and  means  committee. 

"The  President's  advisers  seem  to  think  it  possible  for  this 
country  to  lift  itself  by  its  economic  bootstraps,"  said  Mr.  Keller, 
referring  to  the  proposed  "refund  of  $500,000,000  to  the  railroads." 

"The  President  has  assumed  more  power  than  any  of  his 
predecessors  and  tells  Congress  what  bills  to  pass — and  what  not 
to  pass,"  said  Keller.  "Bills  concocted  at  secret  conferences  are 
introduced  without  being  referred  to  responsible  committees. 
The  President's  advisers  seem  to  think  it  possible  for  this  coun- 
try to  lift  itself  by  its  economic  bootstraps  and  vaguely  promise 
that  a  half  billion  gift  to  the  railroads — which  in  some  mys- 
terious manner  is  not  to  increase  taxes — will  'restore  prosper- 
ity.' They  would  do  better  to  busy  themselves  with  lowerini; 
rates,  taking  off  the  transportation  tax  and  seeing  to  it  that  the 
railroads  are  run  efficiently  with  a  minimum  of  waste.  But  thiil 
is  not  likely  so  long  as  railroad  executives  can  depend  upon  flu' 
administration  for  lavish  gifts." 

Representative  Keller,  when  he  relieved  himself  of  his  in- 
dignation over  what  the  President  and  his  advisers  were  doing, 
was  not  engaging  in  what  he  considered  destructive  criticism. 
He  did  not  merely  object  to  what  was  being  proposed  and  stop 
there.  He  offered  a  remedy  for  the  ills  that  afflict  the  country. 
His  remedy  is  an  increased  tax  on  inheritances  and  a  tax  on 
land  values,  with  all  improvements  deducted  and  an  exemption 
of  $10,000.  He  said  such  a  tax  would  raise  approximately  a 
billion  dollars  annually.  The  deduction  of  improvements  and  the 
exemption  of  $10,000,  he  said,  would  eliminate  practically  all 
farmers  and  city  home  owners.  The  bulk  of  this  billion  dollars, 
he  said,  would  be  paid  by  the  owners  of  unused  natural  re- 
sources, -of  vacant  city  lots,  and  those  who  hold  agricultural 
land  out  of  use  for  speculative  purposes.  Such  a  tax  actually 
would  reduce  rents,  promote  building  and  stimulate  general  pro- 
duction. 

The  proposed  inheritance  tax,  he  said,  would  produce  be- 
tween $500,000,000  and  $750,000,000  more.  A  tax  on  inheritances, 
he  said,  was  not  a  tax  on  industry  and  did  not  have  an  injurious 
effect  on  business.  Much  of  the  inheritances  was  composed  of 
tax  exempt  securities,  he  said,  and  quoted  Secretary  Mellon  with 
approval  because  Mr.  Mellon  estimated  the  amount  of  tax  exempt 
securities  to  be  $10,000,000,000. 


CHARLES    CITY    WESTERN     BONDS 

The  Charles  City  Western  Railway  Company  has  been  au- 
thorized in  finance  docket  No.  1434  to  issue  $10,400  of  ten-year 
6  per  cent  first  mortgage  gold  notes  dated  July  1,  1921,  and  to 
sell  the  notes  at  not  less  than  par.  This  authorization  is  to 
complete  the  scheme  presented  by  the  Charles  City  Western 
and  on  which  the  Commission  issued  a  report  on  July  8.  The 
Commission,  in  its  original  report,  thought  it  had  limited  the 
issue  to  the  amount  prescribed  by  the  appropriate  section  of 
the  Iowa  Code.  On  further  consideration  the  Commission  came 
to  the  conclusion  that  the  full  amount  of  the  first  mortgage 
gold  notes  mentioned  by  the  carrier  in  its  original  application. 
namely,  $384,000,  might  be  issued. 
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Decisions  of  Interstate  Commerce  Commission 


ILLINOIS  COAL  CASES 

A  Crucial  readjustment  of  rates  on  coal  from  competing 
<|M  lie-is  in  Illinois  is  expected  by  the  Commission  to  be  made 
t>\  thr  railroads  wiiliin  the  next  ninety  days.  That  expectation 
in  staled  in  a  report  on  No.  10783,  Coal  Trade  Bureau  of  Illinois 
\s.  i'  I'..  &  Q.,  Director-General,  et  al.,  and  three  other  cases 
hrackeii'd  therewith  combined  by  the  Commission  under  title 
of  the  ••Illinois  Coal  Cases,  1920,"  opinion  No.  7048,  62  I.  C.  C. 
711  .Mi.  with  Commissioner  Eastman  dissenting,  but  writing  no 
separate  opinion.  The  other  cases  combined  under  that  general 
title  were  No.  10815,  Spring  Valley  Coal  Co.  et  al.  vs.  A.  T.  & 
S.  I'  ei  al.;  No  11091,  Central  Illinois  Coal  Traffic  Bureau  vs. 
Same:  and  No.  11149,  Fifth  and  Ninth  Districts  Coal  Bureau  vs. 
Same. 

The  complaints  assailed  as  unreasonable,  unjustly  discrimi- 
natory and  unduly  prejudicial  the  rates  on  coal  from  mines  in 
i  he  Fulton-Peoria,  Third  Vein,  Springfield  and  Belleville  dis- 
tricis  and  from  the  so-called  inner  group,  all  in  Illinois,  to  des- 
tinations in  Illinois,  Indiana,  Iowa,  Minnesota,  Wisconsin,  Michi- 
Nebraska,  Kansas,  North  Dakota,  South  Dakota  and  Mis- 
iri. 

The  Commission  held  that  the  rate  from  the  Third  Vein, 
Springfield  and  Belleville  districts  to  the  northwest  were  and 
are  unduly  prejudicial  to  the  extent  that  they  were  and  are  less 
than  70  cents,  30  cents,  and  10  cents  lower  per  ton,  respectively, 
than  the  rates  from  the  southern  Illinois  district  to  the  same 
territory  of  destination. 

It  further  held  that  the  rates  from  the  Fulton-Peoria  dis- 
trict to  points  in  Iowa  were  and  are  unduly  prejudicial  to  the 

tit  that  they  are  less  than  70  cents  and  40  cents  lower  per 
ton  than  the  rate  from  the  southern  Illinois  and  Springfield 
districts,  respectively,  to  the  same  destinations. 

A  third  holding  is  that  the  rates  from  mines  in  the  inner 
group  to  St.  Louis  and  destinations  in  Missouri  and  southern 
Iowa  except  Missouri  River  cities,  to  which  the  traffic  moves 
through  St.  Louis,  were  and  are  unduly  prejudicial  to  the  extent 
that  they  are  less  than  22.5  cents  lower  per  ton  than  the  rates 
contemporaneously  maintained  from  mines  in  the  southern  Illi- 
nois group  to  the  same  destinations. 

In  dealing  with  this  case  the  Commission  had  to  consider 
all  the  group  relationship  controversies  that  have  arisen  during 
the  last  34  years,  that  being  the  length  of  time  that  the  coal 
mines  in  Illinois  have  been  grouped  for  rate-making  purposes. 
There  has  scarcely  been  a  year  in  which  there  has  not  been 
a  controversy  approaching  the  acute  stage.  The  Commission 
described  the  districts  in  Illinois  Coal  Cases,  32  I.  C.  C.  659. 
According  to  the  report,  substantially  the  same  rate  situation 
was  before  the  Commission  in  that  case.  The  grouping  is  an 
outgrowth  of  an  adjustment  in  1887  known  as  the  "Faithorn 
Award."  At  various  times  since  then  the  rate  system  then 
established  has  been  modified  as  the  various  fields  developed. 
Immediately  prior  to  the  general  increases  of  August  26,  1920, 
the  general  basis  for  rates  from  the  Illinois  groups  to  the 
northwest  was  as  follows:  Springfield  district,  40  cents  over 
northern  Illinois;  Centralia  and  Belleville,  60  cents  over  north- 
ern Illinois  and  20  cents  over  Springfield;  southern  Illinois,  70 
cents  over  northern  Illinois,  30  cents  over  Springfield  and  10 
is  over  Belleville.  These  differentials,  however,  were  not 
unformly  observed,  but  were  disregarded  at  certain  points  in 
the  territory  covered  by  the  complaint.  The  uniform  increase 
of  35  per  cent  applied  to  these  rates  under  Ex  Parte  74  had  the 
effect  of  widening  the  differentials.  The  various  differentials 
suggested  in  this  decision  constitute  the  Commission's  effort 
to  bring  about  a  measure  of  satisfaction  or  at  least  toleration 
in  the  coal  territory  of  Illinois.  No  order,  the  Commission  said, 
would  be  issued  at  this  time,  but  the  railroads  would  be  ex- 
pected within  90  days  to  establish  rates  in  accordance  with 
these  criteria.  The  Commission  further  said  that  in  revising 
their  tariffs  the  defendants  should  establish  rates  which  will 
\ield,  as  nearly  as  practicable,  the  same  revenue  in  the  aggre- 
gate as  IK  afforded  under  the  existing  rates. 

The  Commission  said  that  the  records  in  these  cases  dis- 
closed a  conspicuous  lack  of  uniformity  with  respect  to  the 
maintenance  of  rates  on  fine  coal  from  the  various  districts. 
1 1  said  that  the  differentials  on  fine  coal  should  be  the  same 
as  on  other  grades. 


prejudicial  to  Canton  in  the  original  proceeding.  In  the  original 
report,  56  I.  C.  C.  293,  it  was  held  that  the  rates  then  main- 
tained by  the  Pennsylvania  Company  on  bituminous  coal  from 
the  Pittsburgh  and  Connellsvllle  districts  in  Pennsylvania  to 
Canton,  O.,  subjected  that  point  to  undue  prejudice  and  disad- 
vantage to  the  extent  that  the  rate  to  Canton  exceeded  the 
rate  to  Youngstown  by  more  than  20  cents  per  ton  and  to  the 
extent  that  it  was  less  than  20  cents  per  ton  lower  than  the  rate 
to  Cleveland.  Prior  to  the  submission  of  the  matter  on  Feb- 
ruary 4,  1919,  reparation  had  not  been  asked,  but  thereafter,  on 
November  28,  1919,  the  United  Alloy  Steel  Corporation  and  the 
United  Furnace  Company  filed  complaints  for  reparation.  On 
February  2,  1920,  the  proceeding  was  reopened  solely  upon  the 
question  of  reparation. 

The  record  sufficiently  showed,  said  the  report,  that  during 
the  period  in  question  complainants'  cost  of  production  was 
higher  than  it  would  have  been  if  they  had  enjoyed  the  new 
adjustment;  that  they  were  unable  to  increase  the  sale  prices 
of  their  output.  But  the  record  did  not  show,  the  Commission 
said,  that  the  prices  in  general  were  determined  by  competition 
with  the  manufacturers  at  Youngstown  and  Cleveland,  nor,  dur- 
ing the  time  of  government  control,  on  the  basis  of  costs  of  pro- 
duction; nor  that  they  were  lower  during  any  part  of  the  period 
than  they  would  have  been  if  those  points  had  not  enjoyed  the 
unduly  preferential  rates. 

"In  other  words,"  the  Commission  said,  "the  record  supports 
the  conclusion  that  complainants'  profits  were  less  than  they 
would  have  been  if  the  Canton  rates  had  been  lowered  to  a 
proper  relationship  with  the  Youngstown  and  Cleveland  rates, 
but  it  does  not  support  the  conclusion  that  they  were  less  than 
they  would  have  been  if  the  Youngstown  and  Cleveland  rates 
had  then  been  raised  to  a  proper  relationship  with  the  Canton 
rates.  *  *  *  We  find  that  complainants  have  not  shown  that 
they  were  damaged  by  the  unduly  prejudicial  rate  adjustment, 
therefore  reparation  is  denied." 


COAL,  PENNSYLVANIA  TO  CANTON,  0. 

On  further  hearing  on  No.  8899,  Canton  Chamber  of  Com- 
merce vs.  Pennsylvania  Co.,  Director-General,  as  agent,  et  al., 
opinion  No.  7045,  62  I.  C.  C.  726-8,  the  Commission  has  denied 
reparation  on  coal  shipped  from  the  Pittsburgh  and  Connellsville 
(list rids  in  Pennsylvania  to  Canton,  O.,  on  rates  found  unduly 


MARINE  RISK  ON  COPPER 

The  Commission  has  dismissed  No.  10483,  Old  Dominion 
Co.  et  al.  vs.  Director-General,  as  agent,  opinion  No.  7054,  63 
I.  C.  C.  43-5,  holding  the  provisions  in  joint  tariffs  limiting  the 
amount  of  liability  for  marine  risk  on  shipments  of  copper 
bullion  moving  rail-and-water  under  arrangement  for  continuous 
carriage,  from  Arizona  points  through  the  port  of  Galveston 
to  New  York  and  points  in  the  New  York  district,  did  not  result 
in  charges  which  were  unreasonable,  unduly  prejudicial  or  other- 
wise unlawful. 

The  complainants  sued  for  reparation  equivalent  to  the 
amount  of  insurance  premiums  paid  by  them  to  various  marine 
insurance  companies  to  cover  the  marine  risk  on  a  large  number 
of  copper  bullion,  copper  matte  and  blister  copper  moving  in  the 
period  from  June  25  to  October  28,  1918.  The  shipments  moved 
from  Douglas,  Globe,  Morenci  and  Clarksdale,  Ariz.,  by  rail  and 
water  through  the  port  of  Galveston  to  New  York  City  and  points 
in  the  New  York  district.  The  reasonableness  and  propriety  of 
the  rates  themselves  were  not  directly  in  issue.  They  were 
made  the  subject  of  a  separate  complaint  by  the  complainants 
in  Phelps  Dodge  Corporation  vs.  Director-General,  57  I.  C.  C. 
714,  wherein  the  Commission  held  that  the  rates  were  not  un- 
reasonable, unjustly  discriminatory  or  unduly  prejudicial. 

Commissioner  Hall,  author  of  the  report,  conceived  the  real 
issue  to  be  whether  the  premiums  paid  by  the  complainants 
for  insurance,  the  amount  of  which  they  were  now  seeking  to 
recover  from  the  defendant,  cover  protection  against  risks  for 
which  the  Director-General  was  liable  under  the  common  law 
or  under  the  statutes. 

Answering  that  question,  Commissioner  Hall  said,  after 
quoting  from  the  insurance  policies,  that  it  was  obvious  that 
many  of  the  rifeks  covered  by  those  policies  were  risks  and 
losses  for  which  common  carriers  are  not  liable  under  the  com- 
mon law.  He  added  that  the  Cummins  amendments  did  not  add 
to  the  common  law  liability  in  that  regard  of  the  carrier  in 
possession  of  the  goods. 

The  demand  for  reparation  was  made  after  the  Director- 
General  had  changed  the  tariffs  so  that  the  rates  on  shipments 
were  made  to  include  the  marine  insurance.  Commissioner  Hall 
said  that  in  effect,  this  change  so  as  to  make  the  rates  cover 
the  additional  risks  amounted  to  a  voluntary  reduction  in  the 
rates  by  the  amount  of  the  insurance  premiums  which,  of  course, 
varied  with  fluctuations  in  the  value  of  the  copper  transported. 

After  reaching  the  conclusion  that  the  change  in  the  tariffs 
amounted  to  a  voluntary  reduction  in  the  rates,  Commissioner 
Hall  applied  the  rule  which  the  Commission  has  laid  down  for 
itself,  namely,  that  the  voluntary  reduction  of  a  rate  is  not  of 
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itself  sufficient  grounds  for  finding  that  the  prior  rate  was  un- 
reasonable. 


RATES  ON  SASH,  DOORS,  ETC. 

In  a  report  on  No.  11824,  Farley  &  Loetscher  Manufacturing 
Co.  et  al.  vs.  Director-General,  as  agent,  A.  T.  &  S.  F.  et  al., 
opinion  No.  7044,  62  I.  C.  C.  721-5,  the  Commission  has  held 
that  the  rates  on  sash,  doors,  door  and  window  screens  and 
other  millwork  from  Dubuque,  Clinton  and  Muscatine,  la.,  to 
Texas  common  point  territory  are  unreasonable  and  unduly 
prejudicial  and  has  awarded  reparation.  Reasonable  rates  are 
prescribed  for  the  future. 

Complainants  contended  that  the  rates  from  Dubuque,  Clin- 
ton and  Muscatine  to  Texas  common  point  territory  and  to  El 
Paso  and  points  taking  same  rates  were  unreasonable  and  un- 
duly prejudicial.  They  asked  for  the  establishment  of  rates 
corresponding  to  those  voluntarily  published  by  the  carriers 
for  application  on  the  same  commodities  northbound  between 
the  same  points.  On  screens  the  rate  from  Dubuque  and  Clin- 
ton to  Texas  common  points  is  88  cents  and  from  Muscatine 
84.5  cents;  on  all  other  commodities  named  the  rate  is  59.4 
cents  from  Dubuque  and  56.5  from  Clinton  and  Muscatine. 

Complainants  asserted  that  there  was  no  sound  reason, 
based  on  transportation  characteristics  or  liability  to  loss  and 
damage,  why  the  rates  on  screens  which  were  on  a  class  D 
basis  as  an  exception  to  the  classification  in  southwestern  lines' 
tariffs,  should  differ  from  those  on  the  other  mill  products  which 
were  generally  on  a  commodity  basis. 

Formerly,  the  report  said,  complainants  obtained  the  lumber 
for  their  products  from  adjacent  north  central  states,  but  since 
.  the  depletion  there  they  have  been  forced  to  purchase  Pacific 
coast  fir  and  ship  it  overland  to  their  Iowa  plants.  Within  re- 
cent years  the  Pacific  coast  woodworking  firms  have  been  highly 
successful  in  developing  markets  for  their  output  and  it  is  from 
this  source  that  complainants  now  experience  their  keenest 
competition  in  the  Texas  markets.  Moreover,  screens  take  the 
same  rates  from  California  as  do  the  other  mill  products,  which 
is  not  the  rule  from  the  Iowa  points.  The  rates  on  millwork 
from  the  Pacific  coast  bear  a  fixed  relation  to  the  rates  on  lum- 
ber, there  being  extensive  movements  of  both.  Owing  to  the 
fact  that  but  little  lumber  moves  from  Iowa  and  adjacent  states 
to  Texas,  there  is  no  definite  relation  to  be  maintained  between 
the  same  commodities. 

Defendants  contended  that  the  present  rates  were  not  un- 
reasonable and  that  the  rates  from  Pacific  coast  points  to  Texas 
points  were  unduly  low;  that  the  latter  were  fixed  by  other  car- 
riers which  serve  not  only  points  of  origin  but  also  most  of 
the  points  of  destination  involved;  and  that  they  were  power- 
less to  eliminate  undue  prejudice,  if  any  existed,  without  accept- 
ing subnormal  revenue.  They  asserted  that  the  northbound 
rates  on  millwork  desired  by  complainants  were  in  reality  paper 
rates  and  were  fixed  with  relation  to  northbound  lumber  rates, 
and  that  the  latter  have  long  been  on  a  subnormal  basis  in 
order  to  enable  southern  yellow  pine  to  compete  in  Iowa  with 
northern  white  pine  and  Pacific  coast  fir. 

'Upon  consideration  of  the  relative  transportation  charac- 
tertistics,"  said  the  report,  "of  the  movements  involved  *  *  * 
and  the  other  factors  developed  of  record,  we  find  that  the 
rates  assailed  in  effect  since  August  26,  1920,  have  been,  are 
and  for  the  future  will  be  unreasonable  and,  so  far  as  the  same 
carriers  participate  in  the  transportation,  unduly  prejudicial  to 
complainants  and  unduly  preferential  of  their  competitors  on 
the  Pacific  coast  to  the  extent  that  they  exceed  56  and  69  cents 
per  100  pounds  from  Dubuque  and  Clinton  to  Texas  common 
points  and  to  El  Paso  group,  respectively,  and  53  and  66  cents 
from  Muscatine  to  the  same  groups,  respectively." 

The  Commission  found  that  complainants  Farley  &  Loetschet 
Manufacturing  Company,  Roach  &  Musser  Company  and  Huttig 
Manufacturing  Company  were  damaged  to  the  extent  that  rates 
paid  exceeded  those  found  reasonable  and  reparation  was 
ordered.  The  evidence  with  respect  to  proof  of  shipments  and 
charges  paid  by  Curtis  Bros.  &  Co.  was  not  sufficient,  the  report 
said,  upon  which  to  make  an  award  of  reparation  on  this  record 
They  should  comply  with  rule  5  of  the  Rules  of  Practice  in  the 
same  manner  as  other  complainants  and  file  appropriate  affi- 
davits concerning  their  shipments  and  payment  of  charges  the 
Commission  said. 


RATES   ON   RICE 

When  Commissioner  McChord  wrote  the  Commission's  opin- 
ion on  No.  9922,  Lake  Charles  Rice  Milling  Company  vs.  Abilene 
&  Northern,  Director-General,  et  al.,  opinion  No.  7053,  63  I  C  C 
18-42  (see  Traffic  World,  August  6,  p.  274),  he  disposed  of  the 
case  that  had  been  pending  since  October  15,  1917,  on  which  a 
hearing  was  had,  before  Director-General  McAdoo  on  June  25, 
1918,  making  increases  in  the  rates  which  had  been  under  attack. 
By  reason  of  that  increase  in  rates  the  complainant  filed  a  sup- 
plemental complaint  in  which  it  attacked  the  rates  already  in 
ssue  as  increased  by  that  order.  A  further  hearing  was  then 
a  a  proposed  report  was  served  on  the  parties  to  which 


exceptions  were  filed.  Pending  the  argument  therein  certain 
California  rice  millers  and  short  line  railroads  and  Arkansas 
rice  millers  persuaded  the  Commission  to  reopen  the  case,  and 
receive  additional  testimony.  A  second  tentative  report  was  is- 
sued and  after  arguments  thereon  the  Commission  adopted  that 
second  tentative  report  with  some  modifications. 

As  part  of  the  case,'  the  Commission  considered  Fourth 
Section  Applications  Nos.  376,  377,  488,  581,  624,  957,  960,  961  and 
1618,  by  which  the  carriers  parties  to  the  case  sought  authority 
to  maintain  higher  rates  on  rough  rice  from  designated  points  of 
origin  to  Lake  Charles  than  to  more  distant  points  and  higher 
rates  on  clean  rice,  rice  products  and  rice  by-products,  from  Lake 
Charles  than  applied  from  more  distant  points. 

The  Commission  held  that  the  raites  on  rough  rice  from  Ar- 
kansas to  Lake  Charles  were  and  are  unreasonable  and  unduly 
prejudicial;  that  the  rates  on  rough  rice  from  Texas  to  Lake 
Charles  were  and  are  unreasonable;  that  the  rates  on  rough  rice 
from  interior  Arkansas  points  to  New  Orleans  were  and  are 
unduly  prejudicial;  that  the  rates  on  clean  rice  from'  Lake 
Charles  to  Memphis,  Vicksburg,  and  to  Atlantic  seaboard  terri- 
tory were  and  are  unduly  prejudicial,  and  that  the  rates  on  clean 
rice  and  rice  bran  from  Lake  Charles  to  points  in  Texas  were 
and  are  unduly  prejudicial. 

Although  the  Commission  found  the  rates  unreasonable,  it 
denied  reparation  because  the  complainant,  although  warned  to 
do  so,  had  neglected  or  refused  to  put  in  any  testimony  tending 
to  prove  that  damage  had  been  done  by  the  rates  held  to  be  un- 
reasonable. After  setting  forth  the  facts  relied  upon  to  show  that 
the  complainants  had  been  put  on  notice  that  testimony  as  to 
damage  should  be  put  in,  Commissioner  McChord  said: 

"No  further  opportunity  will  be  given  to  develop  additional 
facts  as  to  reparation.  Before  hearings  had  herein  have  afforded 
complainant  ample  opportunity  to  lay  before  us  all  pertinent  data 
on  this  subject,  especially  since  the  necessity  therefor  was  called 
to  complainant's  attention  at  the  separate  hearings  as  seen  above. 
The  fact  that  complainant  had  not  availed  himself  of  these  oppor- 
tunities does  not  justify  our  granting  a  further  hearing.  No 
damage  to  complainant  as  the  result  of  any  undue  prejudice 
found  herein  having  been  shown,  reparation  is  denied.  Repara- 
tion likewise  is  denied  on  all  shipments  that  moved  under  the 
rates  herein  found  unreasonable,  because  there  is  no  testimony 
in  the  record  that  complainant  paid  and  bore  the  freight  charges 
thereon." 

The  Commission,  in  its  order,  denied  fourth  section  relief, 
and  directed  the  carriers  to  establish  reasonable  rates  and  transit 
at  Lake  Charles  on  or  before  November  15.  Transit  is  to  be 
established  from  California  points  and  from  Arkansas  points  at 
a  cost  of  2%  cents  per  100  Ibs.  of  clean  rice.  Transit  is  to  be 
established  on  Arkansas  rough  rice  only  in  the  event  that  the 
back  haul  is  not  more  than  15  per  cent. 

As  to  the  rates  the  Commission  ordered  that  from  Commis- 
sion and  Texas  to  Lake  Charles  the  rate  shall  not  exceed  the 
following  plus  25  per  cent  and  plus  the  increases  authorized  in 
Ex  Parte  74:  20  miles  and  under,  5  cents;  100  miles  and  over  80, 
10  cents;  200  miles  and  over  175,  14  cents;  300  miles  and  over 
265,  17  cents,  and  550  miles  and  over  475,  22  cents. 

From  interior  Arkansas  to  Lake  Charles  raies  are  to  be 
made  which  shall  bear  the  same  relation  to  the  contemporane- 
ously applicable  rates  on  the  same  commodity  from  the  same 
points  of  origin  to  New  Orleans  as  would  result  from  the  ap- 
plication to  both  Lake  Charles  and  New  Orleans  of  the  scale 
mentioned  in  the  preceding  paragraph. 

On  clean  rice  from  Lake  Charles  to  Memphis  and  Vicks- 
burg not  more  than  six  cents  over  New  Orleans  or  the  contem- 
poraneous rates  from  Beaumont  and  other  eastern  Texas  milling 
points  to  these  destinations;  to  the  southeast,  rates  which  do 
not  exceed  6.5  cents  less  than  the  aggregate  of  the  intermedi- 
ates to  and  from  New  Orleans  to  the  same  destinations ;  to  points 
in  Atlantic  seaboard  territory  by  all-rail,  rail-and-water,  not  more 
than  12%  cents  over  New  Orleans  to  same  destinations;  to 
Orange,  12  cents;  Beaumont,  14%  cents,  and  Houston  and  Gal- 
veston,  21%c,  and  to  points  in  Texas  other  than  Orange,  Beau- 
mont, Houston  and  Galveston,  not  more  than  6%  cents  more  than 
from  Orange  to  the  same  destinations. 

The  rate  on  rice  bran  from  Lake  Charles  to  points  in  Texas 
are  to  be  not  more  than  four  cents  over  the  rates  on  the  like 
commodity  from  Orange. 


SAND  AND  GRAVEL,  IND.  TO  ILL. 

In  a  report  written  by  Chairman  Clark  on  No.  11475,  La- 
Fayette  Hydraulic  Gravel  Co.  et  al.  vs.  C.  &  E.  I.  et  al.,  opinion 
No.  7046,  62  I.  C.  C.  729-32,  the  Commission  held  rates  on  sand 
and  gravel  from  LaFayette  to  points  in  Illinois  to  be  unreason- 
able and  unduly  prejudicial  in  relation  to  rates  on  the  same 
commodities  from  Attica,  Ind.,  to  the  same  destinations.  The 
carriers  by  November  1,  are  to  establish  rates  from  LaFayette 
which  do  not  exceed  those  on  like  traffic  from  Attica  by  more 
than  the  following  amounts  in  cents  per  net  ton:  Danville  20 
cents;  beyond  Danville,  to  and  including  Sidney  and  Champaign, 
15  cents;  beyond  Sidney,  to  and  including  Gypsum  City,  Effing- 
ham,  Altamont,  and  Decatur,  12  cents;  beyond  Gibson  City,  to 
and  including  Forrest  and  beyond  Decatur,  to  and  including 
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Sprim:iiciii   ami    Uichiteld,   10    cents;    beyond    Springfield    and 

Utchfleld.  8  cents;  between  Thomas  and  Rantoul.  both  inclusive, 

is:     Prospect   and    Tomlinson,    15   cents;    Assumption,    10 

rents;  Cadwcii,  15  cents;  between  Chatham  and  Carllnvllle,  both 

inclusive,    in    cents;    between    Westville   and    Ridge   Farm,   both 

inclusive,  L'II  cents;    Mattoon  and  Lelloy,  12  cents;   and  between 

•nond  and   Moro,   both   inclusive,   10  cents. 


HEATED  CAR  SERVICE  CHARGES 

A  finding  of  unreasonableness  as  to  charges  for  heated  car 

ice  on  shipments  of  condensed  milk  from  the  Pacific  north- 

lo   eastern   points   has   been   made  in   a   report  written   by 

Coiiiinissiniier  Esch  on  No.  11712,  Carnation   Milk   Products  Co. 

\.  T.  &  S.  F.  et  al.,  opinion  No.  7066,  63  I.  C.  C.  60-4.  The 
'inn.  however,  is  without  prejudice  to  the  right  of  the  car- 
riers to  present  in  an  appropriate  manner  new  and  reliable  fig- 
ures COM  Tins  the  cost  of  service  and  any  readjustment  of  their 
;>ased  thereon. 

In  a  broad  way  of  speaking  the  Commission  found  it  un- 
reasonable for  the  carriers  to  assess  charges  for  heater  car  serv- 
ice on  shipments  of  condensed  milk  practically  double  the 
chaws  assessed  on  the  much  more  perishable  fruits  and  vege- 
tables. This  subject  was  under  consideration  in  the  Perishable 
Fruit  Investigation,  56  I.  C.  C.  449.  In  a  report  on  that  cost, 
the  Commission  said  it  was  unable  to  find  the  proposed  charges 
reasonable.  It  suggested  that  the  charges  then  in  effect  be  main- 
tained, until,  through  revised  accounting  methods  and  special 
studies,  the  carriers  were  able  to  present  more  satisfactory  evi- 
dence  of  cost  of  service.  Contrary  to  these  recommendations, 
the  carriers  published  heater  charges  per  100  pounds  instead  of 
per  car.  The  stated  charges  which  the  100  pound  charges  super- 
seded, ranged  from  $15,  to  $27  from  Washington  and  Oregon, 
while  the  charges  then  proposed  were  $20  to  western  Montana 
and  $40  to  Wisconsin  and  Illinois. 

The  complainant  contended  that  the  rules  in  Perishable 
Protective  Tariff  No.  1  were  unreasonable  in  not  permitting 
change  in  transit  from  shippers'  to  carriers'  protection  and  vice 
versa.  The  complainants  pointed  out  that  the  rules  authorized 
change  in  transit  from  protection  by  refrigeration  to  protec- 
tion by  artificial  and  from  shippers'  or  carriers'  protection 
against  cold  to  refrigeration,  on  commodities  other  than  con- 
densed milk.  The  complainant  desired  that  privilege  to  the 
end  that  it  might  avoid  the  charge  for  carriers'  protection  as 
much  as  possible  and  still  be  able  to  obtain  protection  when 
required  by  a  change  in  weather  during  transit  especially  where 
the  shipment  might  be  unduly  delayed.  The  Commission  pointed 
out  that  there  were  many  difficulties  that  would  surround  the 
application  of  such  a  rule,  such,  for  instance,  as  the  shipper's 
inability  to  obtain  information  of  a  sudden  drop  in  the  tempera- 
ture in  time  to  instruct  the  carrier  to  afford  protection  before 
damage  occurred,  and  the  impossibility  of  determining  whether 
damage  took  place  before  or  after  the  change,  besides  the  addi- 
tional expense  of  maintaining  employes  and  equipment  to  make 
such  changes  whenever  and  wherever  required.  The  Commis- 
sion said  that  while  a  change  from  protection  against  heat  to 
protection  against  cold  and  vice  versa  is  sometimes  essential  as 
the  case  of  shipments  of  fruits  and  vegetables  from  California 
Canada,  there  is  no  such  necessity  for.  a  change  in  transit 
n  condensed  milk  and  complainant  has  the  option  of  calling 
from  carrier's  protection  or  according  its  own  protection  for 
the  entire  movement  covered  by  the  heater  service.  It,  there- 
fore, held  that  the  failure  of  the  rules  to  permit  such  change  in 
transit  from  shippers'  to  carriers'  protection  and  vice  versa  was 
not  unreasonable. 


P.  &  W.  VIRGINIA  COAL  RATES 

An  order  requiring  the  removal  of  undue  prejudice  on  or 
before  November  1  has  been  made  in  No.  11364,  Duquesne  Coal 
fe  Coke  Co.  et  al.  vs.  Pittsburgh  &  West  Virginia  et  al  opinion 
No.  7049,  62  I.  C.  C.  749-66.  In  a  report  written  by  Chairman 
Clark,  the  Commission  held  that  interstate  rates  on  soft  coal 
from  mines  west  of  Pittsburgh  in  Pennsylvania  and  West  Vir- 
ginia on  the  Pittsburgh  &  West  Virginia  Railway  to  points 
north  and  east  of  that  city  were  unduly  prejudicial.  While  the 
irder  is  against  the  P.  &  W.  Va.,  that  carrier  supported  the 
principal  contention  of  the  complainant,  whose  complaint  was 
brought  with  a  view  to  forcing  the  carriers  to  make  rates  to 
the  east  and  north  through  Pittsburgh's  congested  area.  The 
trunk  lines  vigorously  fought  the  proposal  to  carry  coal  to  the 
north  and  east  from  points  south  and  west  of  Pittsburgh.  Their 
general  defense  was  that  mines  on  their  own  lines  generally 
east  of  Pittsburgh  could  supply  all  of  the  coal  for  the  destina- 
tion territories  in  question.  Each  of  the  trunk  lines  offered  evi- 
dence to  the  effect  that  with  conditions  as  they  were  at  the 
time  of  the  hearing,  June,  1920,  it  would  be  almost  impossible 
for  them  to  handle  any  additional  business  from  the  mines  on 
the  P.  &  W.  Va.  and  that  it  was  practically  impossible  to  ma- 
terially enlarge  the  terminals  in  the  Pittsburgh  district  because 
of  the  mountainous  character  of  the  country.  During  the  war 
Hi,  Fuel  Administration,  Chairman  Clark  said,  did  not  allow 
coal  from  west  of  Pittsburgh  to  go  east  except  upon  special 


permit.  However,  he  said,  coal  In  moved  via  Pittsburgh  from 
points  east  thereof  to  destinations  north  and  west  an  well  an 
from  mines  other  than  those  of  complainant  west  of  Pittsburgh 
to  destinations  north  and  east.  Upon  that  fact  largely,  the 
Commission  based  its  finding'  of  undue  prejudice. 

An  adjustment  of  rales  is  to  be  made  in  accordance  with 
the  following  basis:  To  Buffalo,  rates  from  complainants'  mines 
via  the  Panhandle  and  the  Pennsylvania,  not  more  than  10  cents 
over  the  rates  from  mines  on  the  Panhandle  which  are  ac- 
corded the  Pittsburgh  rate. 

To  points  east  of  the  Genessee  River  on  or  reached  by  the 
P.  &  L.  E.,  B.  &  L.  E.,  Pennsylvania  or  B.  &  O.,  not  more  than 
10  cents  above  the  rates  in  effect  to  the  same  destinations  via 
the  same  routes  from  mines  on  the  Montour  Railroad;  P.  C.  & 
Y.  or  the  West  Side  Belt. 

To  tidewater  destinations  from  complainants'  mines  via  the 
Panhandle  and  the  Pennsylvania,  not  more  than  10  cents  over 
the  rates  from  mines  on  the  Panhandle  that  are  accorded  the 
Pittsburgh  rate. 

To  points  in  the  Pittsburgh  switching  district  via  the  P.  & 
L.  E.,  not  more  than  10  cents  over  the  rate  from  mines  on  the 
Montour  Railroad. 


OIL,  TEX.  PORTS  TO  SULPHUR  MINE,  LA. 

Exercising  the  power  to  prescribe  minimum  rates  if  not  a 
power  to  prevent  unjust  discrimination,  the  Commission,  In  I. 
and  S.  No.  1320,  Oil  from  Texas  Ports  to  Sulphur  Mine,  La., 
opinion  No.  7058,  63  I.  C.  C.  74-8,  has  forbidden  a  reduction  in 
rates  on  crude  and  fuel  oil  from  Sabine,  Port  Arthur,  Chaison 
and  Beaumont,  Tex.,  to  Sulphur  Mine,  La.,  from  10  to  6.5  cents. 
The  tariffs  which  had  been  held  unjustified  were  to  become 
effective  April  9,  but  the  Commission,  on  its  own  motion,  sus- 
pended them  until  September  6.  The  Commission  did  not  indi- 
cate under  which  section  of  the  statute  it  forbade  the  reduction. 
The  suggestion  that  it  may  have  exercised  the  power  to  pre- 
scribe minimum  rates  is  merely  an  inference.  Another  inference 
is  drawn  from  the  fact  that  the  proposed  rates  would  be  ma- 
terially lower  than  the  rates  prescribed  in  Natchez  Chamber 
of  Commerce  vs.  L.  &  A.,  58  I.  C.  C.  610,  for  corresponding 
distances.  That  inference  IB  that  the  Commission  may  have 
been  proceeding  in  such  a  way  as  to  prevent  a  violation  of 
section  13,  forbidding  discrimination  against  interstate  com- 
merce. 

This  effort  to  reduce  the  rates,  made  by  the  Southern  Pa- 
cific, the  Kansas  City  Southern  and  the  Brimstone  R.  R.  & 
Canal  Company,  was  an  attempt  by  the  trunk  lines  mentioned 
to  forestall  loss  of  business,  they  said,  to  possible  water  routes. 
A  threat  to  use  water  routes  was  made  by  the  Union  Sulphur 
Company,  the  owner  of  the  Brimstone  Railroad,  and  the  only 
user  of  fuel  oil  at  Sulphur  Mine.  According  to  the  report,  that 
company  expects  to  use  more  than  1,500,000  barrels  of  fuel  oil 
during  the  current  year.  That  quantity  means  twenty  loaded 
tank  cars  per  day. 

Objection  to  the  reduction  was  made  by  the  Gulf,  Colorado 
&  Santa  Fe,  which  serves  the  Texas  Gulf  Sulphur  Company  at 
Gulf  Hill,  Tex.  That  company  is  a  competitor  of  the  Union. 
In  order  to  enable  that  company  to  compete  with  the  one  at 
Sulphur  Mine,  the  Santa  Fe  proposes  to  establish  a  rate  of 
10  cents  from  Galveston  to  Gulf  Hill,  a  distance  of  approxi- 
mately 185  miles  via  the  rails  of  the  Santa  Fe.  There  is  a 
water  route  from  Galveston  to  the  plant  of  the  Texas  Gulf  Sul- 
phur Company  over  which  general  merchandise  but  no  oil  has 
been  transported.  The  Southern  Pacific  and  the  Kansas  City 
Southern  do  not  participate  in  transportation  from  Galveston  to 
Gulf  Hill,  so  the  proposition  of  the  Santa  Fe  would  not  involve 
a  violation  or  disregard  of  the  third  section. 

Lake  Charles  interests  protested  the  proposed  rate  as  unduly 
preferential  of  Sulphur  Mine  and  unduly  prejudicial  to  indus- 
tries at  Lake  Charles.  Inasmuch  as  potential  water  routes  exist 
to  Lake  Charles  as  well  as  to  Sulphur  Mine,  the  Lake  Charles 
interests  contended  that  whatever  rate  was  accorded  Sulphur 
Mine  should  be  likewise  extended  to  them.  None  of  the  indus- 
tries at  Lake  Charles  competes  with  the  sulphur  company,  says 
the  report  of  the  Commission,  and  apparently  none  of  them 
proposes  to  procure  oil  from  the  Gulf  ports  by  barge,  as  the 
Union  Sulphur  Company  said  that  it  would  do  if  a  satisfactory 
rail  rate  was  not  made.  The  Commission,  therefore,  said  that 
the  proposed  lower  rate  to  Sulphur  Mine  would  not  result  in 
undue  disadvantage  to  the  Lake  Charles  interests. 

The  Southern  Pacific  said  that  while  the  proposed  rate  was 
low,  it  would  yield  revenue  which  it  could  ill  afford  to  lose  and 
that  the  rate  was  proposed  to  forestall  potential  competition 
over  water  routes.  Two  or  three  usable  water  routes  were  dis- 
cussed by  the  Commission.  One  of  them  would  be  supplemented 
by  a  16-mile  pipe  line  from  Nibletts  Bluff  to  Sulphur  Mine.  The 
sulphur  company  owns  a  right-of-way  from  the  bluff  to  its  plant, 
and  Nibletts  Bluff  is  now  used  for  transportation  of  fuel  oil 
in  barges  to  supply  the  Gulf,  Sabine  &  Red  River  Railroad. 

At  the  hearing  the  sulphur  company  asserted  that  unless 
it  could  obtain  a  satisfactory  rail  rate,  it  would  undertake  to 
operate  one  of  these  water  routes.  In  the  past,  it  said,  it  had 
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moved  sulphur  to  Sabine  via  Lockport  and  one  of  the  water 
routes  mentioned  by  the  Commission.  It  estimated  that  the 
cost  was  less  than  $1  a  ton  and  that  oil  could  be  handled  for 
•  even  less  with  a  loaded  movement  in  each  direction.  The  pres- 
ent rail  rate  on  sulphur  from  Sulphur  Mine  to  Sabine  for  coast- 
wise or  export  shipment  is  only  $1.08  per  gross  ton,  equivalent 
to  96.4  cents  per  net  ton,  or  4.8  cents  per  100  pounds. 

Rates  on  crude  oil  for  short  hauls  within  Texas,  the  report 
said,  were  being  considered  in  No.  11764,  in  the  Matter  of  In- 
trastate  Rates  in  the  State  of  Texas  and  related  cases.  The 
Commission  said  that  the  maintenance  of,  rates  lower  than  pre- 
scribed in  the  Natchez  Chamber  of  Commerce  might  preclude 
the  oil  producers  of  Louisiana  from  bidding  for  the  sulphur  com- 
pany's business,  but  that  if  the  potential  water  route  should 
become  active,  Louisiana  producers  would  not  be  benefited  by 
the  maintenance  of  a  rail  rate  based  upon  that  scale  and  the 
rail  lines  would  lose  the  traffic. 

RECONSIGNMEN^RULES^AND  CHARGES 

The  Commission  has  dismissed  No.  11739,  Omaha  Chamber 
of  Commerce  Traffic  Bureau  vs.  C.  B.  &  Q.  et  al.,  opinion  No. 
7027,  62  I.  C.  C.  655-6,  holding  that  the  reconsignment  rules  and 
charges  on  coal  and  coke  in  all  kinds  of  cars,  and  on  freight  in 
open  top  cars,  effective  August  20,  1920,  in  the  territory  west  of 
the  Mississippi  River  was  not  unreasonable  nor  unduly  preju- 
dicial. 

The  reconsignment  rules  and  charges  under  attack  were 
those  put  out  last  summer  during  the  extreme  shortage  of  coal 
cars.  They  were  put  out  at  the  instigation  of  the  Commission 
in  the  exercise  of  the  emergency  car  service  powers  conferred 
upon  it  by  paragraphs  10  to  17,  both  inclusive,  of  section  1  of  the 
interstate  commerce  law. 

"Of  that  situation  and  of  the  efforts  made  to  relieve  it  we 
take  judicial  notice,"  said  Chairman  Clark.  "In  the  course  of  our 
investigation  of  this  situation  it  appeared  that  the  promiscuous 
reconsignment  of  cars  loaded  with  coal  tended  to  reduce  the 
available  car  supply  and  accordingly  on  July  13,  1920,  we  sug- 
gested to  the  carriers  that  as  an  emergency  measure  they  take 
immediate  steps  to  reduce  this  practice  to  a  minimum.  Pursuant 
to  that  suggestion,  the  rules  and  charges  here  assailed  were 
established  under  our  special  permission  authorizing  their  pub- 
lication upon  less  than  statutory  notice.  .  .  .  Considerable 
evidence  was  offered  by  complainants  to  show  that  under  con- 
ditions surrounding  the  marketing  of  coal  in  Nebraska,  Iowa  and 
northern  Minnesota,  the  rules  complained  of  not  only  failed  to 
accomplish  the  purpose  of  increasing  the  car  supply,  but  actually 
reduced  that  supply  and  otherwise  worked  hardship  upon  receiv- 
ers of  coal  in  that  territory.  We  believe,  however,  that  under  the 
circumstances  recited,  the  establishment  of  these  rules  was  fully 
justified,  even  though  instances  might  be  shown  in  which  they 
failed  of  their  intended  purposes,  and  that  the  carriers  should 
not  be  required  to  respond  in  damages  for  increased  charges 
arising  thereunder." 

LUMBER,  PACIFIC  COAST  TO  MINNESOTA 

The  Commission,  in  a  report  on  I.  and  S.  No.  1319,  "Can- 
cellation of  Lumber  Rates  from  Pacific  Coast  to  Minnesota  via 
the  C.  St.  P.  M.  &  O.  and  G.  N.  Ry."  (mimeographed  without  opin- 
ion number  or  paging),  has  held  as  not  justified  the  proposed 
withdrawal  of  the  lines  mentioned  in  the  title  of  the  case  from 
participation  in  joint  rates  on  lumber  and  forest  products  from 
points  in  California  and  Oregon  to  destinations  in  Nebraska, 
Iowa,  Minnesota  and  Wisconsin.  The  suspended  schedules,  the 
suspension  on  which  will  run  out  on  September  5,  are  to  be  can- 
celled. The  carriers  mentioned  tried  to  withdraw  from  joint 
rates  from  the  Hawley-Truckee  group  in  California  and  Oregon, 
from  which  rates  are  four  cents  less  than  from  the  north  coast 
group,  on  the  ground  that  it  would  be  foolish  for  them  to  be  par- 
ticipants in  joint  rates,  on  long  hauls,  from  that  group  when,  if 
they  were  not  parties  to  those  rates,  they  might  obtain  the  whole 
rate  on  hauls  from  the  north  coast  group. 

Commissioner  Eastman,  who  wrote  the  report,  directed  at- 
tention to  the  fact  that  the  Commission  uniformly  has  held  that 
it  is  not  within  the  power  of  the  Commission  or  of  the  railroads 
to  determine  where  certain  persons  or  cities  should  transact  their 
business,  and  that  the  Commission  has  also  held  that,  as  a  matter 
of  sound  policy,  a  carrier  is  not  justified  in  attempting  to  restrict 
its  traffic  to  movement  between  points  on  its  own  line.  He  said 
the  adjustment  is  of  the  carrier's  own  making  and  that,  in  this 
case,  the  Commission  was  not  called  upon  to  say  whether  the 
wide  blanketing  of  the  rates  was  justified. 


tariff  provisions,  such  divisions  to  be  no  more  than  reasonable 
in  view  of  the  fact  that  E.  S.  Collins,  according  to  the  report  of 
the  Commission,  owns  three  industries  served  by  the  road,  and 
has  a  substantial  interest  in  others  on  its  lines.  The  company 
operates  more  than  forty  miles  of  main  track,  owns  five  locomo- 
tives, five  passenger  cars  and  29  freight  cars.  The  average  haul 
between  what  are  called  affiliated  industries,  meaning  industries 
owned  by  Mr.  Collins,  is  22  miles  and  between  independent  in- 
dustries 17  miles.  The  road  does  not  interchange  equipment  with 
its  trunk  line  connections. 

The  industrial  road  divides  joint  rates  on  agreed  percent- 
ages, which  is  a  method  used  by  the  trunk  lines.  It  is  a  member 
of  the  American  Railway  Association,  collects  demurrage  and 
settles  with  the  trunk  lines  on  a  per  diem  basis. 

According  to  the  Commission's  report,  the  record  does  not 
afford  facts  on  which  it  can  prescribe  the  basis  of  the  relation- 
ship between  the  industrial  road  and  its  connections.  It  requires 
the  short  line  to  make  a  report  to  it  as  to  the  arrangement  it 
may  make  with  the  trunk  line  connections. 

RATES  ON  ICE 

Rates  on  ice  between  points  in  western  trunk  line  territory, 
state  and  interstate,  and  between  St.  Louis  or  East  St.  Louis 
and  Chicago  in  the  period  between  February  1  and  August  8, 
3919,  were  condemned  as  unreasonable  in  No.  11467,  Swift  & 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7018,  62  I.  C.  C. 
618-26,  and  reparation  was  awarded.  The  report  also  covers 
No.  11540,  Armour  &  Co.  vs.  Same;  No.  11642,  Cudahy  Packing 
Co.  vs.  Same;  No.  11521,  Swift  &  Co.  vs.  Same;  and  No.  11499, 
Consumers  Ice  Co.  vs.  Same.  Varying  rates  were  imposed  on 
shipments  in  the  spring  of  1919,  when,  owing  to  the  shortage 
of  ice,  it  was  necessary  to  obtain  it  wherever  possible,  and  that 
meant  drawing  it  from  unusual  sources. 

The  Commission  found  that  the  rates  assessed  were  un- 
reasonable because  and  to  the  extent  that  they  exceeded  those 
established  on  March  22  in  Boyd's  I.  C.  C.  No.  A-980  for  like 
distances.  Reparation  will  be  ordered  when  the  freight  bills 
have  been  checked  to  the  basis  of  the  subsequently  established 
Boyd  rates. 


WHITAKER-GLESSNER   CO.  RAILROAD 

In  a  report  written  by  Commissioner  Hall  on  No.  10533,  Whit- 
aker-Glessner  Co.  vs.  B.  &  O.,  Director-General,  et  al.,  opinion  No. 
7055,  63  I.  C.  C  47-59,  the  Commission  held  that  the  Whitaker- 
Glessner  Company's  railroad  is  a  plant  facility  over  which  the 
defendants,  B  &  O.  and  N.  &  W.,  cannot  be  required  to  perform 
interchange  switching  within  the  plant.  The  Commission  also 
held  that  the  placing  of  cars  on  the  interchange  tracks  within 
the  plant  constituted  delivery  at  the  industry  at  the  line-haul 
rate.  A  further  holding  was  that  the  refusal  of  the  trunk  lines 
to  perform  interchange  switching  within  the  plant  or  to  make 
in  lieu  thereof  an  allowance  in  money  was  not  unreasonable, 
unjustly  discriminatory,  unduly  prejudicial  or  in  violation  of  the 
fourth  section.  The  Commission  has  therefore  dismissed  both 
the  complaint  and  a  supplement  thereto. 

The  industrial  railway  in  this  case  is  not  separately  incor- 
porated. The  complainant  operates  that  railway  with  its  own 
power  in  moving  inbound  and  outbound  traffic  from  and  to  inter- 
change tracks  connecting  with  the  trunk  lines.  The  industrial 
railway  also  performs  intraplant  service  in  the  movement  of  ma- 
terials and  supplies. 


S.  &  T.  A  COMMON  CARRIER 

In  another  report  on  No.  4181,  In  the  Matter  of  Allowances 
to  Short  Lines  of  Railroad  Serving  Industries,  also  known  as  the 
second  industrial  railways  case,  opinion  No.  7041,  62  I.  C.  C. 
710-12,  the  Commission  has.  held  the  Sheffield  &  Tionesta  Rail- 
way Company  to  be  a  common  carrier  subject  to  the  interstate 
commerce  law,  which  may  lawfully  receive  divisions  out  of  joint 
rates  or  absorption  of  its  switching  charges  under  appropriate 


RATES  ON  HORSES  AND  MULES 

In  a  report  written  by  Commissioner  McChord,  with  Com- 
missioner Daniels  dissenting  and  writing  a  separate  opinion  in 
which  Commissioner  Potter  concurred  on  No.  9966,  Hudson  Mule 
Co.  et  al.  vs.  Louisville  &  Nashville  et  al.,  opinion  No.  7052,  63 
I.  C.  C.  6-17,  the  carriers  are  required  on  or  before  November 
1,  to  establish  a  distance  scale  on  horses  and  mules  beginning 
with  10  cents  for  5  miles,  19  cents  for  50  miles.  25  cents  for  100 
miles,  35  for  200,  41  for  300,  45  for  400,  49  for  500,  53  for  600, 
57  for  700,  61  for  800,  65  for  900,  and  69  cents  for  1,000  miles. 
The  leading  case  bracketed  with  a  number  of  others,  involving 
the  same  question  attacked  the  rates  on  horses  and  mules  from 
points  in  Kentucky  and  Tennessee,  and  from  St.  Louis,  East  St. 
Louis,  Ohio  River  crossings,  Nashville  and- from  all  points  north 
of  the  Ohio  and  west  of  the  Mississippi  to  destinations  in  Ala- 
bama and  Georgia  as  being  in  violation  of  the  first,  second,  third 
and  fourth  sections  of  the  act  to  regulate  commerce  and  sec- 
tion 10  of  the  federal  control  act. 

The  Commission  held  that  the  existing  rates  were  unreason- 
able and  should  be  superseded  by  the  scale  hereinbefore  men- 
tioned; that  through  rates  in  excess  of  the  aggregate  of  inter- 
mediates were  unreasonable  and  that  reparation  should  be  made. 
The  Commission  in  fourth  section  order  No.  8035  gave  relief  to 
the  indirect  routes  in  accordance  with  the  equi-distant  clause  of 
the  fourth  section. 

In  his  dissent  Commissioner  Daniels  said  the  record  in  this 
case  clearly  rebutted  the  presumption  that  the  rates  in  violation 
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i>i'  tin-  aggregate  <>t  the  intermediates  was  unreasonable.    There- 
lore   lie   said    there   should    be.  HO   reparation. 


DIVISIONS  TO  E.  J.  &  TERMINAL  CO. 

In  a  rehearing  in  No.  6900  (growing  out  of  the  Commission's 
previous  lindiiiKs  in  'M<  I.  ('.  ('.  Mil  and  37  I.  0.  C.  357),  the  Com- 
mission, in  iis  opinion  No.  7059,  Kast  Jersey  Railroad  &  Ter- 
minal Co.  vs.  Central  Railroad  Company  of  New  Jersey,  Dlrector- 
General,  as  agent,  et  al.,  63  I.  C.  C.  80,  prescribed  reasonable 
divisions  for  complainant  out  of  the  joint,  rates  prescribed  in 
the  original  reports  from  various  territories  to  points  in  New 
York  Harbor  lighterage  distlct. 

The  Kast  Jersey  line  connects  with  the  Central  of  New 
Jersey  at  Bayonne,  N.  J.,  and  handles  interline  traffic  from  the 
c.  K.  K.  of  N.  J.  to  points  In  New  York  lighterage  district  via 
its  rails  to  a  pier  on  the  Kill  Van  Kull  waterway,  which  connects 
Newark  Hay  with  New  York  harbor,  thence  via  lighterage  to 
its  various  deliveries. 

Notwithstanding  the  increases  in  the  joint  rates  during  the 
last  fifteen  years,  the  divisions  accruing  to  complainant  had  not 
reflected  any  increase,  the  complaint  said.  In  disposing  of  the 
case  the  Commission  found  that  complainant's  divisions  on  and 
alter  June  27,  1918,  were,  are  and  will  be  unjust,  unreasonable 
and  inequitable  to  the  extent  that  they  fail  to  reflect  the  in- 
creases effected  by  General  Order  28  of  the  Director-General,  and 
in  "Increased  Rates,  1920,"  58  I.  C.  C.  220. 


man  Clark,  who  wrote  the  opinion,  said  that  the  pieces  of  woo<j 
which  were  placed  in  evidence  by  the  complainants  were  billets 
and  not  bolts  and  that  the  net  rates  and  minimum  weights 
assailed  were  and  are  not  unreasonable. 


RATES  ON  GASOLINE 

A  finding  of  unreasonableness  has  been  made  in  No.  10966, 
Southern  Carbon  Co.  vs.  Arkansas  &  Louisiana  Midland  Railway 
Co.,  Director-General,  as  agent,  et  al.,  opinion  No.  7047,  62  I.  C.  C. 
r33,  as  to  rates  on  gasoline  in  tank  cars  from  Fairbanks,  Spyker, 
Guthrie,  and  other  Louisiana  points  in  the  Monroe  district,  to 
Baton  Rouge  and  New  Orleans,  Vicksburg,  Miss.,  Memphis,  Tenn., 
St.  Louis,  Mo.,  East  St.  Louis,  Cairo  and  Chicago,  111.,  Cincin- 
nati, Columbus,  Cleveland  and  Toledo,  O.,  also  to  Pittsburgh  and 
Philadelphia,  Pa.,  Baltimore,  Md.,  and  New  York,  N.  Y.  Repara- 
tion on  shipments  from  Spyker,  Fairbanks  and  Guthrie  to  To- 
ledo is  ordered.  The  rates  to  Baton  Rouge  and  New  Orleans 
involved  are  those  applicable  via  interstate  routes,  the  Louisiana 
state  rates  not  being  involved. 

In  addition  to  the  finding  of  unreasonableness,  it  was  found 
that  shipments  to  Toledo  were  overcharged.  Charges  were  col- 
lected on  the  basis  of  85.6  cents,  83.5  cents  and  96  cents,  during 
different  periods  dating  from  prior  to  March  25,  1919,  to  January 
23,  1920,  being  made  by  use  of  fifth  class  rates  to  New  Orleans 
via  Vicksburg,  plus  commodity  rates  beyond.  Defendants'  tar- 
iffs provided  for  combination  rates  made  by  use  of  fifth  class 
to  Monroe,  commodity  rate  to  Vicksburg,  and  commodity  rate 
beyond  to  Cincinnati,  plus  commodity  rate  Cincinnati  to  Toledo, 
using  the  factors  as  in  effect  on  June  24,  1918,  and  adding  to 
the  sum  thereof  the  4.5  cents  per  hundred  pounds  increase  pre- 
scribed by  the  Railroad  Administration  in  freight  rate  authority 
No.  96. 

In  prescribing  rates  for  the  future  the  Commission  orders 
that  rates  from  the  Monroe  district  points  mentioned  be  made 
no  higher  than  the  rates  from  Shreveport  to  same  destinations. 


DEMURRAGE   AND   STORAGE   ON    MOTOR  CARS 

The  Commission  has  dismissed  No.  11248,  Dodge  Brothers, 
Inc.,  for  the  benefit  of  N.  V.  Velondrome,  Ltd.,  and  Levy  Her- 
manos  against  A.  T.  &  S.  F.,  Director-General,  et  al.,  opinion 
No.  7035,  62  I.  C.  C.  689-92,  holding  that  demurrage  and  storage 
charges  assessed  at  San  Francisco  on  carload  shipments  of 
motor  cars  under  through  export  bills  of  lading  in  the  early 
part  of  1918  from  Detroit  to  the  Philippine  Islands  and  Java 
were  not  illegal,  unreasonable,  nor  unduly  prejudicial.  The 
shipments  in  question  were  billed  for  certain  ships  which  were 
later  commandeered  for  miltary  use.  The  shipper  was  in  no 
way  responsible  nor  was  the  railroad  company  for  the  detention 
of  the  goods  at  San  Francisco.  Commissioner  Potter  dissented 
for  the  reasons  stated  by  him  in  American  Smelting  &  Refining 
Co.  vs.  Director-General,  62  I.  C.  C.  583.  He  said  it  was  his 
view  the  government  was  responsible  for  the  detention  of  tne 
shipments  in  question  and  that  the  railroad,  being  in  the  hands 
of  the  government,  no  demurrage  as  a  proposition  of  law  could 
accrue  by  reason  of  the  detention. 


RATES  AND  WEIGHTS  ON  LOGS,  BOLTS,  BILLETS,  ETC. 
The  Commission  has  dismissed  No.  11530,  Cairo  Association 
of  Commerce  et  al.  vs.  Illinois  Central  et  al.,  opinion  No.  7039, 
2  I.  C.  C.  701-4,  holding  that  the  so-called  net  rates  on  logs, 
bolts,  billets  and  poles,  in  carloads,  from  points  on  the  Illinois 
Central  and  Mobile  &  Ohio  south  of  the  Ohio  River  to  Cairo 
and  minimum  weights  maintained  by  the  Illinois  Central  with 
such  rates  were  not  unreasonable.  A  question  of  the  meaning  of 
tariff  language  was  involved  in  this  case,  one  of  the  contentions 
being  that  billets  and  bolts  are  the  same  thing  and  should  take 
the  same  rates.  Sometimes  the  rates  on  billets  were  applied, 
but  lately  the  higher  rates  on  bolts  has  been  assessed.  Chair- 


LOGS,  S.  C.  TO  N.  C.  POINTS 

New  rates  are  to  be  established  by  the  carriers  on  poplar 
and  gum  logs  from  South  Carolina  points  to  destinations  in 
North  Carolina  on  or  before  October  28,  In  accordance  with  the 
order  issued  by  the  Commission  In  No.  11414,  Southern  Veneer 
Association  et  al.  vs.  Atlantic  Coast  Line,  Director-General,  et 
al.,  opinion  No.  7029,  62  I.  C.  C.  669-74.  In  a  report  written  by 
Commissioner  Daniels  the  complex  and  inconsistent  adjustments 
in  North  and  South  Carolina  were  reviewed  at  length  and  the 
Commission  came  to  the  conclusion  that,  maximum  reasonable 
rates  for  the  future  should  be  established  in  accordance  with 
a  scale  beginning  with  7  cents  for  100  miles,  11  for  200,  14  for 
300,  and  16.5  for  400  for  single-line  applications.  For  joint-line 
application  not  more  than  2.5  cents,  the  Commission  said,  should 
be  added  to  the  scale.  The  scale  includes  the  Ex  Parte  74 
increases.  Reparation  was  awarded  in  instances  where  lower 
combinations  existed  over  the  routes  of  movement  than  the 
rates  charged  and  where  shipments  were  mlsrouted. 


RATES    ON    MINE    PROPS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11736,  Lehigh  &  Wilkes-Barre  Coal  Co. 
vs.  Director-General,  as  agent,  opinion  No.  7051,  63  I.  C.  C.  3-5. 
The  Commission  held  that  the  rates  on  mine  props  in  carloads 
from  points  in  Maryland,  Virginia  and  Delaware  to  Plymouth, 
Pa.,  moving  in  the  period  from  June  25,  1918,  to  December  27, 
1918,  were  unreasonable  to  the  extent  that  they  exceeded  14.5 
cents  from  points  north  of  New  Church,  Va.,  and  17  cents  from 
all  points  on  the  N.  Y.  P.  &  N.  R.  R.  in  Virginia,  New  Church 
to  Cape  Charles,  Va.,  inclusive,  and  reparation  is  to  be  made 
down  to  those  figures. 


RATES   ON    ICE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11943,  Capital  Ice  &  Storage  Co.  et  al. 
vs.  St.  Louis-San  Francisco,  opinion  No.  7031,  62  I.  C.  C.  677-9, 
as  to  the  rates  and  charges  on  ice  from  Carthage  and  Joplin, 
Mo.,  to  Oklahoma  City.  The  Commission  held  the  charges 
imposed  to  have  been  unreasonable  and  unlawful  because  and 
to  the  extent  that  in  the  summer  of  1920  they  exceeded  13  cents, 
minimum  36,000  pounds,  and  that  the  present  rates  are  unrea- 
sonable to  the  extent  that  they  may  exceed  17.5  cents  per  100 
pounds. 


COAL  RATES  AT  SPRINGFIELD,   ILL. 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11781,  Citizens  Coal  Mining  Co.  vs.  Di- 
rector-General, as  agent,  opinion  No.  7037,  62  I.  C.  C.  695-6,  as  to 
rates  on  soft  coal  from  the  complainants'  mines  A  and  B,  near 
Springfield,  111.,  to  Springfield  during  federal  control.  The  Com- 
mission said  that  the  rates  were  unreasonable  to  the  extent  that 
they  exceeded  20  cents  per  net  ton  with  a  minimum  of  ?6.50  per 
car. 


RATE  ON   PEANUT  OIL 

On  further  consideration  in  No.  11422,  Procter  &  Gamble  Co. 
vs.  Director-General,  as  agent,  opinion  No.  7042,  62  I.  C.  C.  713, 
the  Commission  has  held  the  rate  on  peanut  oil  in  tank  cars 
from  Suffolk,  Va.,  to  Macon,  Ga.,  in  July  and  August,  1919,  was 
unreasonable  because  and  to  the  extent  that  it  exceeded  36  cents 
per  100  pounds.  The  prior  finding  that  the  L.  C.  L.  rate  on  pea- 
nut oil  in  barrels  from  Suffolk  to  Macon  was  not  unreasonable 
was  affirmed.  The  original  report  in  the  case  was  made  in  60 
I.  C.  C.  757. 


CYPRESS  LUMBER  AND  SHINGLES 

In  a  report  on  reconsideration  in  No.  10737,  Monroe  Shingle 
Company  vs.  St.  Louis  Southwestern,  Director-General,  et  al., 
opinion  No.  7043,  62  I.  C.  C.  714-20,  the  Commission  has  reversed 
report  on  the  situation  involved  in  this  and  a  related  complaint, 
holding  that  the  rates  on  cypress  lumber  and  shingles,  in  straight 
or  mixed  carloads,  or  mixed  with  pine  lumber  and  shingles,  in 
carloads,  from  Lake  Charles  to  various  destinations  in  Texas 
were  and  are  not  unreasonable  or  unjustly  discriminatory.  The 
report  also  covers  No.  7924,  Independent  Co-operative  Lumber 
Co.  vs.  Louisiana  Western  et  al.,  and  No.  8498,  Same  vs.  Abilene 
&  Southern  et  al. 

The  railroads  contended  that  if  the  cypress  rates  were 
forced  down  to  the  pine  basis  from  Monroe,  similar  reductions 
would  be  necessary  from  the  large  cypress  producing  region  of 
southern  Louisiana,  the  large  producers  in  which,  with  the  ex- 
ception of  complainants  in  No.  7924  and  8498,  are  not  now  com- 
plaining. The  Commission  said  that  the  rates  assailed  on  cypress 
shingles  from  Monroe,  in  view  of  the  facts  brought  out,  were 
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and  are  not  unreasonable,  thereby  reversing  its  former  holding 
on  that  point. 


RATE   ON   MOTOR   CARS 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  motor  cars,  dead,  on  their  own  wheels,  from  Minneapolis  to 
San  Diego,  Calif.,  has  been  made  in  No.  12016,  San  Diego  & 
Arizona  Railway  Co.  vs.  Atchison,  Topeka  &  Santa  Fe  et  al., 
opinion  No.  7030,  62  I.  C.  C.  675-6.  A  rate  of  $1.72  was  applied. 
The  Commission  held  the  rate  to  be  unreasonable  to  the  extent 
that  it  exceeded  $547  per  car.  The  rate  to  which  reparation 
is  to  be  made  applied  on  the  same  commodity  in  the  opposite 
direction. 


BEANS    FROM    NEW    MEXICO 

The  Commission  has  dismissed  No.  11297,  State  Corporation 
Commission  of  New  Mexico  vs.  Abilene  &  Southern  et  al.,  opinion 
No.  7050,  63  I.  C.  C.  1-3,  holding  that  the  rate  on  beans  from 
Deming,  N.  M.,  to  interstate  destinations  east  thereof,  was  and 
is  not  unreasonable,  unduly  prejudicial  or  otherwise  unlawful. 


RATE  ON   WIRING  HARNESS 

In  No.  11738,  Chevrolet  Motor  Company  of  California  vs. 
Union  Pacific,  Director-General,  et  al.,  opinion  No.  7036,  62 
I.  C.  C.  693-4,  the  Commission  held  that  the  rate  imposed  on 
so-called  wiring  harness,  included  in  carload  shipments  of  start- 
ing devices  from  Toledo,  O.,  to  Oakland,  Calif.,  was  illegal  and 
directed  a  refund.  The  complaint  was  dismissed  with  that  dis- 
position of  it.  The  inclusion  of  wires  necessary  to  make  the 
starting  apparatus  usable  caused  the  carrier  to  raise  the  rating 
on  the  starting  devices  to  that  of  first  class  applicable  on  elec- 
trical appliances,  N.  O.  I.  B.  N.  The  Commission  found  that 
the  rates  applicable  on  starting  devices  should  have  been  applied. 

RATES  ON  ROOFING 

The   Traffic    World    Washington   Bureau 

In  No.  11481,  Certainteed  Products  Corporation  et  al.  against 
the  Santa  Fe  et  al.,  the  Commission  has  condemned  as  unduly 
prejudicial  commodity  rates  on  prepared  roofing  from  Marseilles 
and  East  St.  Louis  to  interior  jobbing  centers  in  Minnesota,  the 
Dakotas,  Nebraska  and  Kansas.  It  ordered  the  carriers,  by  No- 
vember, to  revise  such  rates  so  that,  to  interior  jobbing  points, 
they  will  not  exceed  commodity  rates  to  Duluth,  Twin  Cities 
and  Missouri  River  cities  by  more  than  twenty  per  cent,  the  per- 
centage of  the  commodity  rates  to  the  fifth  class  rates  on  like 
traffic  to  Duluth,  Twin  Cities  and  Missouri  River  cities. 


INVESTIGATION  OF  ABANDONMENT 

The    Traffic    World    Washington   Bureau 

The  Commission's  bureau  of  inquiry  is  hiaking  an  investi- 
gation of  the  abandonment  of  operation  by  the  receiver  of  the 
Missouri  &  North  Arkansas,  with  a  view  to  criminal  prosecution, 
if  the  facts  warrant.  Commissioner  Meyer,  in  a  letter  to  Rep- 
resentative Oldfield,  expressed  doubt  as  to  whether  it  would  be 
advisable  for  the  Commission  to  undertake  a  criminal  prosecu- 
tion in  a  case  of  such  doubtful  value  as  this  one  seemed  to  be. 
Nevertheless,  the  investigation  is  being  made  because  Mr.  Old- 
field  asked  the  Commission  to  look  into  the  subject  with  a  view 
to  the  application  of  that  part  of  the  first  section  of  the  inter- 
state commerce  law  which  says  that  abandonment  of  the  opera- 
tion of  a  railroad,  without  the  permission  of  the  Commission, 
may  be  punished  by  a  fine  not  exceeding  ?5,000,  or  imprisonment, 
of  a  natural  person  responsible  therefor  for  not  more  than  three 
years,  or  both. 

In  this  case  the  railroad,  the  operation  of  which  was  aban- 
doned, was  in  the  hands  of  a  receiver  appointed  by  Judge  You- 
mans.  According  to  allegations  that  reached  the  Commission  be- 
fore the  Arkansas  congressman  suggested  criminal  prosecution, 
the  receiver  had  to  give  up  his  effort  to  keep  the  road  going 
because  he  had  no  money  and  could  not  obtain  enough  to  meet 
the  pay  roll  and  other  obligations. 

Commissioner  Meyer,  in  his  letter  to  Mr.  Oldfield,  suggested 
that  at  the  outset  of  an  attempt  to  prosecute  those  responsible 
for  the  abandonment  there  would  be  a  question  of  jurisdiction 
and  court  comity.  The  receiver,  who  would  have  to  be  prose- 
cuted, was  appointed  by  Judge  Youmans  and  the  criminal  action 
would  have  to  be  brought  in  the  court  of  the  judge  who  appointed 
the  receiver.  If  the  court  proceeding  were  not  brought  there, 
but  in  some  other  court,  the  question  of  comity  would  arise,  be- 
cause no  judge  will  take  jurisdiction  of  a  matter  on  which  an- 
other judge  has  acted,  except  on  appeal.  Court  proceedings  in 
this  case  would  not  even  be  in  the  nature  of  an  appeal. 

Commissioner  Meyer,  quoting  the  law,  called  attention  to 
the  fact  that  the  abandonment,  without  the  permission  of  the 
Commission,  could  be  enjoined  by  any  court  of  competent  juris- 
diction at  the  suit  of  the  United  States,  the  Interstate  Commerce 
Commission,  any  Commission  or  regulating  body  of  the  state  or 
states  affected,  or  any  party  in  interest. 

"Inasmuch  as  the  abandonment  has  already  been  effected," 


said  he,  "it  would  "seem  that  injunction  proceedings  would  now 
be  without  avail  and,  even  if  injunction  were  sought,  action 
would  have  to  be  brought  in  Judge  Youman's  court,  or  some 
other  court  which,  out  of  comity,  would  respect  Judge  You- 
mans' authority  over  the  receiver  in  the  premises. 

"For  similar  reasons  of  jurisdiction  and  comity,  it  seems 
improbable  that  criminal  proceedings  would  be  effective,  and  it 
does  not  appear  consonant  with  sound  principles  in  the  admin- 
istration of  the  act  to  make  our  first  test  in  a  doubtful  case. 

"In  the  meantime  your  attention  is  invited  to  the  fact  that 
any  commission  or  regulating  body  of  the  state  or  states  affected 
or  any  party  in  interest  may  invoke  the  jurisdiction  of  the  courts 
as  well  as  the  United  States  or  the  Interstate  Commerce  Com- 
mission." 

The  decision  of  the  Commission  not  to  begin  court  proceed- 
ings against  the  Missouri  &  North  Arkansas  is  not  the  first  con- 
tact the  Commission  has  had  with  the  financial  difficulties  of 
that  railroad.  On  the  contrary,  the  Commission,  prior  to  the 
time  the  road  gave  up  the  ghost,  allowed  it  all  the  law  would 
permit  it  to  give  by  way  of  reparation  for  things  done  with  or 
to  the  road  during  federal  control. 

But  the  thing  has  been  hopeless.  The  road  began  operations 
in  1909,  or  thereabouts,  and  it  had  a  deficit  every  year  from 
1910  to  the  end  of  December,  1920,  except  1916  and  1917.  In 
1916  it  had  a  net  of  $51,128  and  in  the  following  year  $88,004. 
In  1919,  under  federal  control,  it  had  a  deficit  of  $1,130,217.  In 
the  first  six  months  of  this  year  it  had  an  operating  deficit  of 
$338,603,  compared  with  a  deficit  of  $201,574  in  the  preceding 
year. 

Inasmuch  as  the  road  in  the  last  eighteen  months  had  not 
been  able  to  meet  its  operating  expenses,  the  Commission  saw 
that  it  was  hopeless.  But  the  people  living  in  the  towns  built 
along  its  rails  have  been  unwilling  to  believe  that  conditions 
could  be  as  bad  as  represented.  They  had  an  idea  that  there 
was  "skullduggery"  about  the  matter,  but  it  is  believed  they 
will  shortly  realize  that  the  tragedy  they  have  feared  has  fallen 
on  them. 


COMMISSION  ORDERS 

The  Chamber  of  Commerce  of  Kansas  City,  Mo.,  has  been 
permitted  to  intervene  in  No.  12743,  Swift  &  Co.  vs.  A.  T.  &  S.  F. 
Ry.  et  al. 

Petitions  of  the  Director-General  for  rehearing  in  Nos. 
10971,  Little  Fork  Coal  Co.  vs.  Eastern  Kentucky  et  al.,  and 
10470,  Cannon  Manufacturing  Co.  vs.  Southern  Ry.  et  al.,  have 
been  denied. 

On  petition  of  the  Louisiana  Public  Service  Commission, 
the  Commission  has  reopened  Nos.  8845,  Natchez  Chamber  of 
Commerce  vs.  Louisiana  &  Arkansas  et  al.,  8920,  Same  vs. 
Arkansas,  Louisville  &  Gulf  et  al.,  and  9036,  Same  vs.  Arkan- 
sas &  Louisiana  Midland  et  al.,  to  consider  rates  on  petroleum, 
crude,  fuel  and  residuum,  and  acid  phosphate. 

Petition  of  complainant  to  amend  the  complaint  in  No. 
10987,  the  Consolidation  Coal  Co.  vs.  C.  &  O.  et  al.,  in  order  to 
include  therein  rates  on  shipments  of  coal  from  mines  on  Millers 
Creek  Railroad  to  points  in  C.  F.  A.  territory,  Western  Classifi- 
cation territory  and  Canada,  moving  during  the  period  December 
25,  1915,  to  October  6,  1917,  has  been  denied. 

The  American  Cotton  Oil  Company  and  Industrial  Cotton  Oil 
Properties  have  been  permitted  to  intervene  in  No.  12798,  Gal- 
veston  Commercial  Assn.  vs.  G.  H.  &  S.  A.  et  al. 

The  order  in  No.  10083,  Whitewater  Lumber  Co.  vs.  Alabama 
Central  et  al.,  has  been  modified  so  as  to  permit  defendants  to 
establish  rates  in  compliance  therewith  on  five  days'  notice. 

Complainants'  petition  for  rehearing  in  No.  11083,  Portland 
Traffic  &  Transportation  Assn.  et  al.  vs.  Director-General,  Ann 
Arbor  et  al.,  has  been  denied. 

The  effective  date  of  the  order  entered  in  Nos.  10500,  Cor- 
poration Commission  of  North  Carolina  vs.  Director-General, 
A.  C.  L.  et  al.,  and  10515,  Raleigh  Chamber  of  Commerce  et  al. 
vs.  Director-General,  S.  A  L.  et  al.,  has  been  extended  from 
September  15  to  November  15. 


PETITIONS    FOR    REHEARING,    ETC. 

The  Director-General  has  filed  a  motion  asking  dismissal 
of  No.  12947,  Florida  Citrus  Exchange  vs.  Director-General  et  al., 
for  want  of  jurisdiction.  The  motion  further  said  that  if  the 
Commission  should  decide  that  it  had  jurisdiction  the  allegations 
contained  in  the  complaint  should  be  made  more  definite. 

The  Director-General  has  asked  for  a  rehearing  in  No.  11006, 
Kalamazoo  Tank  &  Silo  Company  vs.  Director-General. 

The  Director-General  has  asked  for  a  rehearing  or  reargu- 
ment  in  No.  11039,  Riverton  Lime  Co.,  Inc.,  vs.  Director-General 
et  al. 

The  Director-General  has  filed  a  further  petition  with  the 
Commission  for  rehearing  in  No.  11090,  Prairie  Pipe  Line  Co.  vs. 
Director-General  et  al. 


Inquiries  from  our  DAILY  TRAFFIC  WORLD  sub- 
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Tentative  Reports  of  the  Commission 


RATES  ON  CORN  AND  OATS 

A  finding  of  unreasonableness  as  to  rates  on  corn  and  oats 
From  Ashland.  Lexington,  McLean,  Rutland,  Stanford  and  We- 
nnna.  111.,  to  Memphis,  accompanied  by  a  recommendation  that 
reparation  be  denied,  baa  been  proposed  by  Assistant  Chief  Ex- 
amiiiiT  I'lysses  Butlor  in  a  report  on  No.  11722,  Clarke-Uurkle 
i-  Co.  et  al.  vs.  Director -General,  as  agi'in. 

The  rates,  according  to  the  complaint,  were  in  violation  ot 
the  iiKgri'^ati1  o!  intermediates'  part  of  the  fourth  section.  The 
complainants  said  that  they  had  made  shipments  from  Clemoor, 
but  the  Commission  said  it  could  find  no  such  station -in  the 
book,  and  that  evidently  the  shipments  in  question  were  made 
from  Rutland.  Rates  of  24  and  22%  cents  were  imposed.  On 
December  31,  1919,  the  rates  were  reduced  to  16%  and  17% 
crnis,  and  were  thereby  free  from  fourth  section  violations. 

Reparation,  Butler  said,  must  be  denied,  because  there  was 
not  adequate  proof  showing  that  complainant  had  paid  and  borne 
the  charges. 


size  container.  The  examiner  said  that  the  higher  charges  on  the 
fruit  collected  from  the  complainant  resulted  from  Its  own  action 
and  that,  therefore,  It  was  not  entitled  to  reparation. 


ILLEGAL  DEMURRAGE  CHARGES 

An  award  of  reparation  on  account  of  illegally  imposed 
demurrage  charges  on  174  cars  containing  various  commodities 
has  been  recommended  by  Examiner  Paul  O.  Carter  in  a  report 
mi  No.  12296,  International  Paper  Company  vs.  Director-General 
as  agent.  The  cars  in  question  arrived  and  were  released  at 
Wilder,  the  point  where  the  complainant  had  its  plant,  Wells 
River,  and  Northboro,  Vt.,  in  January,  1918.  Carter  said  the 
agent  at  Wilder  conducted  his  business  in  a  loose  manner  and 
that  the  practices  indulged  in  by  him  should  not  be  sanctioned. 
The  agent  claimed  to  have  sent  notices  of  arrival  at  Wells  River 
and  Northboro  but  the  complainant  contended  that  they  had 
never  been  received.  The  agent  depended  on  the  eyes  of  the 
complainant's  agents  to  note  the  arrival  of  cars  at  Wilder,  deem- 
ing notice  unnecessary.  He  based  his  demurrage  bills  on  that, 
method  of  keeping  books,  the  examiner  said.  Therefore,  Carter 
said,  on  98  cars  shown  by  the  records  to  have  been  actually 
plaeed,  free  time  should  be  computed  from  the  first  7  a.  m.  after 
actual  placement  instead  of  the  first  7  a.  m.  after  arrival  at 
Wilder;  but  inasmuch  as  no  written  notice  of  constructive  place- 
ment was  given,  the  examiner  said  that  refund  should  be  made 
on  98  cars. 

As  to  the  32  cars  constructively  placed  at  Wells  River  and 
Northboro,  he  said  the  free  time  should  be  counted  from  the 
first  7  a.  m.  after  written  notice  instead  of  after  arrival  and 
that  one  day  should  be  allowed  for  bringing  a  car  from  Welln- 
boro  or  Northboro  to  Wilder. 

As  to  44  cars,  Carter  said  the  defendant  did  not  give  or 
send  written  notice  of  constructive  placement,  therefore,  the 
charges  on  them  should  be  refunded. 


CHARGES  ON  CITRUS  FRUIT 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Burton  Puller  in  a  report  on  No.  12368,  Florida  Citrus  Exchange 
vs.  Director-General,  as  agent,  on  a  holding  that  charges  col- 
lected on  citrus  fruit  in  half-size  field  boxes  from  the  groves  at 
Altoona,  Orange  Bend,  Sorrento  and  Paola,  Fla.,  to  Tavares,  Fla., 
for  packing  and  reshipping  beyond,  and  on  the  empty  boxes  be- 
tween Tavares  and  the  groves,  had  not  been  shown  to  be  un- 
reasonable. 

The  allegation  in  this  case  was  that  the  charges  on  fifteen 
carloads  of  citrus  fruit  shipped  in  January,  1919,  from  the  points 
of  origin  mentioned  to  Tavares,  for  packing  and  reshipment  be- 
yond and  the  charges  on  eleven  carloads  of  empty  field  boxes 
returned  from  Tavares  to  the  groves  were  unjust  and  unreason- 
able. The  Atlantic  Coast  Line  moved  the  traffic.  Reparation 
only  was  sought. 

Field  boxes  used  by  complainant  were  just  about  half  the 
size  of  the  standard  box  prescribed  by  the  Florida  legislature. 
On  October  23.  1918,  the  Atlantic  Coast  Line,  in  conformity  with 
the  action  of  other  carriers  in  Florida,  cancelled  rates  on  the 
half-size  boxes  and  provided  that  the  rates  shown  in  the  tariff 
would  apply  on  citrus  fruit  in  field  boxes  of  dimensions  not  ex- 
ceeding those  of  the  standard  boxes. 

The  rates  on  the  half-size  boxes  -were  originally  established 
at  the  request  of  complainant  and  others  on  the  representation 
that  a  number  of  shippers  had  purchased  a  quantity  of  the  half- 
boxes.  When  the  Florida  legislature  prescribed  the  standard 
box  the  carriers  proposed  to  cancel  the  half-size  box  rates,  but 
the  shippers  prevailed  upon  them  to  continue  the  rates  until  the 
boxes  had  been  used  up. 

Complainant,  according  to  the  examiner,  had  ample  opportu- 
nity between  1915,  when  the  standard  box  was  prescribed,  and 
191ft,  to  make  arrangements  to  do  its  shipping  in  the  standard 


RATES  ON  BRASS  SHEETS,  RODS,  ETC. 

In  a  proposed  report  on  No.  12137,  West  Virginia  Metal 
Products  Co.  vs.  Baltimore  ft  Ohio  et  al.,  Examiner  Henry  C. 
Keene  has  recommended  a  holding  that  rates  on  brass  sheets, 
lods,  wire  and  tubes  from  Fairmont,  W.  Va.,  to  Cincinnati,  Detroit, 
St.  Louis,  Toledo  and  Flint,  Mich.,  were  and  are  unreasonable  to 
the  extent  that  they  exceed  the  rates  on  like  commodities  from 
Pittsburgh.  A  similar  finding  is  recommended  as  to  the  same 
point  of  origin  and  destination  on  less  than  carloads  of  copper 
and  brass  sheets,  rods,  wire,  and.  tubes;  also  that  the  rates  on 
the  commodities  mentioned  are  unduly  prejudicial,  in  favor  of 
the  competitors  of  the  complainant,  at  Pittsburgh. 

Rates  on  the  commodities  mentioned,  to  no  other  destina- 
tions north,  east  and  west  of  Fairmont,  the  examiner  said, 
should  be  held  to  be  not  unreasonable  or  otherwise  unlawful. 
The  points  to  which  the  rates  were  recommended  by  the  ex- 
aminer to  be  unreasonable  are  those  in  which  the  complainant 
hopes  to  do  the  most  business.  Adoption  of  the  report  would 
cut  off  the  third  and  fourth  class  differentials  of  4  and  3  cents 
per  100  pounds  now  imposed  against  traffic  from  Fairmont  to 
the  destinations  mentioned. 


RATES  ON  CEDAR  SHINGLES 

Attorney-Examiner  W.  A.  Disque,  in  a  report  on  No.  11982, 
A.  &  C.  Mill  Co.  vs.  Aberdeen  &  Rockfish,  Director-General,  et  al., 
has  recommended  a  holding  that  rates  on  cedar  shingles  from 
points  in  the  so-called  coast  group  in  Oregon,  Washington  and 
British  Columbia,  to  destinations  in  practically  all  other  states 
and  Canada  are  not  unreasonable,  unjustly  discriminatory  or  un- 
duly prejudicial  except  to  points  in  Oklahoma  and  Texas.  As  to 
the  points  in  those  states  he  said  the  Commission  should  hold  the 
rates  unreasonable  because  and  to  the  extent  that  they  exceeded 
by  more  than  10  cents,  prior  to  August  26,  1920,  the  rates  on 
fir  lumber,  and  13.5  cents  since  that  date,  on  which  the  last 
general  increase  in  rates  became  operative.  He  also  recom- 
mended reparation  on  aft  shipments  to  the  states  mentioned. 

The  complainants  in  this  case  tried  to  obtain  rates  on  cedar 
shingles  no  higher  than  the  rates  on  lumber  of  kinds  other  than 
cedar.  Locally  in  the  territory  in  which  cedar  shingles  originate 
there  is  no  distinction  in  rates  between  them  and  lumber.  Lines 
leading  to  Missouri  River  cities  and  Minnesota  that  do  not  serve 
the  north  coast  group,  however,  do  make  a  distinction  in  rates 
and  the  distinction  is  reflected  in  the  through  rates  to  destina- 
tions everywhere.  In  1909  the  Commission  approved  a  10-cent 
difference  against  shingles  on  the  theory  that  there  was  little 
competition  between  the  patent  roofing  materials  made  in  the 
east  and  the  shingles.  The  complainants  produced  figures  to 
show  that  while  that  may  have  been  true  in  1909  it  was  not 
true  in  1920.  The  examiner  pointed  out  that  it  takes  nearly  two 
cars  of  shingles  to  yield  the  revenue  of  one  car  of  fir  and  that 
inasmuch  as  the  westbound  movement  is  empty,  to  supply  cars 
for  shingles  meant  hauling  two  empties  to  earn  the  same  revenue 
that  accrued  from  one  carload  of  fir  lumber.  Therefore  the  ex- 
aminer said  the  differential  should  be  continued. 


COLLECTION  OF  TRANSIT  CHARGE 

Lumbermen  who  have  been  innocent  by-standers  and,  there- 
fore, in  some  danger  on  account  of  the  fight  at  Jackson  and 
Brookhaven,  Miss.,  between  the  Illinois  Central  and  the  Yazoo 
&  Mississippi  Valley  on  the  one  side  and  the  New  Orleans  Great 
Northern,  Gulf  &  Ship  Island,  and  Mississippi  Central  on  the 
other,  over  the  question  as  to  whose  right  it  is  to  collect  the 
charge  for  stopping  lumber  in  transit  for  planing,  are  to  be 
relieved  of  that  danger  if  the  Commission  adopts  the  recom- 
mendation of  Attorney-examiner  W.  A.  Disque  in  a  report  on 
No.  11426,  Illinois  Centtal  et  al.  vs.  New  Orleans  Great  North- 
ern et  al.  The  Illinois  Central  and  its  subsidiary  perform  most 
of  the  service  at  the  transit  points  but  the  originating  lines  have 
been  collecting  and  retaining  the  money  since  March  1,  1920, 
on  the  ground  that,  as  initial  lines  they  have  the  right  to  pub- 
lish the  rates  and  collect  the  charges.  The  Illinois  Central  and 
its  child  have  been  claiming  the  same  right.  Both  sets  of  car- 
riers have  published  the  charge.  Each  set  of  tariffs  says  the 
transit  charge  will  be  collected  by  the  issuing  carriers.  The 
Illinois  Central  and  the  Y.  &  M.  V.,  however,  have  not  carried 
out  the  provision  of  their  tariff.  Under  protest  they  have  allowed 
the  initial  lines  to  enforce  theirs.  Disque  said  the  initial  lines 
took  the  ground  that  the  Illinois  Central  was  their  servant  to  do 
work  for  them  while  they  collected  the  money.  Inasmuch  as 
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the  initial  lines  held  the  cars  until  the  charges  were  paid,  they 
have  the  money. 

Bisque  said  that  transit  was  a  joint  enterprise  and  all  lines 
should  have  a  voice  in  establishing  the  amount  of  the  charge, 
that  the  collection  of  money  should  be  made  by  the  carrier  that 
could  do  the  work  most  economically  and  efficiently,  and  that 
in  no  circumstances  should  their  dispute  be  allowed  to  incon- 
venience the  shipper.  He  said  the  Commission  should  require 
the  carriers  to  settle  their  dispute  on  that  basis  and  if  they  could 
not  agree  as  to  how  the  money  should  be  divided,  they  should 
come  to  the  Commission  again  with  their  troubles. 


RATE   ON    MANGANESE   ORE 

As  viewed  by  Examiner  J.  Edgar  Smith,  the  rate  of  $5.52 
a  gross  ton  on  manganese  ore  from  First  Ford,  Va.,  to  Pitts- 
burgh and  Sharpsburg,  Pa.,  in  the  period  from  March  3  to  June 
2,  1919,  was  not  unreasonable,  considering  the  value  of  the  com- 
modity, which  he  stated  to  be  about  $2,000  a  car.  He  expressed 
that  opinion  in  a  report  on  No.  12352,  C.  G.  Chevalier  vs.  Di- 
rector-General, as  agent,  in  which  he  recommended  the  dis- 
missal of  the  complaint.  After  the  shipments,  about  twenty 
in  number  moved,  the  Railroad  Administration  reduced  the  rate 
to  $4.50  a  gross  ton.  The  complainant  thought  that  that  rate 
should  be  regarded  as  reasonable  for  retroactive  application. 
Smith  said  that  a  finding  of  unreasonableness  could  not  be 
predicated  upon  the  fact  that  a  rate  was  reduced  subsequent  to 
the  movement,  at  the  solicitation  of  the  complainant. 


RATES  TO  NEW  ENGLAND  PAPER  PLANTS 

Examiner  F.  E.  Early,  in  a  report  on  No.  12022,  New  England 
Paper  and  Pulp  Traffic  Association  et  al.  vs.  Hoosac  Tunnel  & 
Wilmington  et  al.,  has  recommended  a  holding  that  rates  on  vari- 
ous commodities  to  and  from  the  complainants'  plants  on  the 
Hoosac  Tunnel  &  Wilmington,  an  independent  short  line  car- 
rier, made  by  combination  on  junction  points  with  trunk  lines, 
were  and  are  unduly  prejudicial  to  complainants  as  compared 
with  joint  rates  afforded  their  competitors  in  New  England  and 
adjacent  territory.  He  said  the  record  should  be  held  open  to 
afford  the  parties  an  opportunity  to  agree  on  the  proper  adjust- 
ment of  the  rates,  failing  which  the  case  should  be  further  heard. 
He  recommended  a  further  finding  that  the  refusal  of  the  Hoosac 
Tunnel  to  spot  cars  at  points  of  loading  and  unloading  within  the 
plant  of  the  New  England  Company  at  Mountain  Mills,  Vt.,  be- 
yond the  present  points  of  interchange  was  and  is  not  unreason- 
able or  unduly  prejudicial. 


UNREASONABLE  CALIFORNIA  RATES 

In  a  tentative  report  on  No.  11472,  California  Packing  Cor- 
poration et  al.  vs.  Director-General,  as  agent,  Examiner  Henry  C. 
Keene  has  recommended  a  holding  that  the  rates  on  canned 
goods,  carloads  and  less  carloads,  empty  cans,  returned  empty 
boxes  and  fruit  pits,  less  carloads,  between  points  in  California 
on  and  after  June  25,  1918,  were  not  unreasonable  or  otherwise 
unlawful.  He  recommended,  further,  that  the  Commission  hold 
rates  unreasonable  and  unduly  prejudicial  and  award  reparation 
on  fresh  fruits  and  vegetables,  carloads,  and  wine  grapes,  car- 
loads, between  points  in  California  on  and  after  June  25,  1918, 
because  and  to  the  extent  that  they  exceeded  the  rates  subse- 
quently established  by  the  Director-General.  A  similar  finding 
was  recommended  as  to  rates  on  L.  C.  L.  shipments  of  fresh  fruits 
and  vegetables,  fruit  pits  in  carloads,  and  returned  empty  boxes 
and  crates,  carloads,  between  points  in  California,  on  and  after 
June  25,  1918. 


RATES   ON    FLOUR 

Examiner  M.  G.  de  Quevede,  in  a  report  on  No.  12522,  George 
M.  Champlin,  receiver,  vs.  L.  V.,  Director-General,  et  al.,  has  rec- 
ommended a  holding  that  rates  on  self-rising  compound  flour, 
carloads,  from  Cortland,  N.  Y.,  to  points  in  Massachusetts,  New 
York,  Pennsylvania,  New  Jersey  and  other  destinations  in  Official 
Classification  territory  were  not  and  are  not  unreasonable  or 
otherwise  unlawful. 


RATES  ON  PYRETHRUM   FLOWERS 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  12321,  Gilpin,  Langdon  &  Co.  vs.  Director-General,  as  agent, 
on  a  finding  that  the  domestic  class  rates  on  imported  pyrethrum 
flowers  from  Pacific  coast  terminals  to  Baltimore  between  June 
25,  1918,  and  May  29,  1919,  inclusive,  were  not  unreasonable.  The 
report  also  covers  Sub.  No-.  1,  McCormick  &  Co.  vs.  Same. 


RATES  ON   LINSEED  OIL  MEAL 

A  new  basis  of  rates  on  linseed  oil  meal  from  Undercliff, 
N.  J.,  to  Chicago,  North  Hammond,  Ind.,  and  other  C.  F.  A. 
points  has  been  recommended  by  Examiner  Paul  O.  Carter  in 
a  report  on  No.  12290,  Midland  Linseed  Products  Co.  vs.  Erie, 
Director-General  et  al.  He  recommended  that  the  Commission 
require  the  railroads  to  establish  on  linseed  oil  meal  rates  no 
higher  than  those  applicable  on  gluten  or  glucose  feed.  Sixth 
class  rates  were  assessed  on  the  shipments  in  question.  The 
defendants  contended  that  the  rate  on  gluten  feed  was  not 


properly  to  be  used"  In  arriving  at  a  rate  on  linseed  meal,  be- 
cause the  movement  under  the  gluten  feed  had  been  very  small 
and  therefore  should  not  be  extended  to  other  commodities. 
Carter  said  the  record  did  not  contain  any  positive  evidence 
that  complainant  had  paid  and  bore  the  charges,  and  that  there- 
fore the  prayer  for  reparation  should  be  denied. 


RATES   ON    CEMENT,   TEXAS   TO    ARIZONA 

Examiner  Harris  Fleming  thinks  the  Commission  should  dis- 
miss No.  11963,  Southwestern  Portland  Cement  Co.  vs.  Arizona 
Eastern,  Director-General,  et  al.,  on  a  holding  that  the  rates  on 
cement  from  El  Paso,  Tex.,  to  Avondale  and  Cashion,  Ariz.,  were 
applicable  between  February  18,  1919,  and  August  9,  1919,  and 
not  unreasonable. 


MANURE,   NEVADA  TO  CALIFORNIA 

Attorney-Examiner  Charles  F.  Gerry,  in  a  report  on  No. 
12294,  Calivada  Fertilizer  Company  vs.  Southern  Pacific,  Director- 
General,  et  al.,  has  recommended  a  holding  that  the  rates  on 
animal  manure  from  Perth,  Lovelock  and  Kodak,  Nev.,  to  points 
in  California  are  unjust  and  unreasonable.  He  recommended 
reparation  on  shipments  within  the  period  of  limitation.  The 
report  also  covers  No.  12306,  E.  W.  Fallini  vs.  Southern  Pacific; 
No.  12540,  Same  vs.  Same;  No.  12429,  Pacific  Guano  &  Fertilizer 
Co.  vs.  Same;  and  "No.  12429,  Sub-No.  1,  Same  vs.  Sou.  Pac.  Co. 
et  al.  Gerry  recommended  that  the  rates  imposed  on  shipments 
involved  in  the  complaint  were  unreasonable  to  the  extent  that 
they  exceeded  $3.20  a  ton  for  300  miles,  with  50-cent  additions 
to  the  rate  for  each  100  miles  increasing  distance  up  to  600,  and 
then  40-cent  increases  for  each  100-mile  block  up  to  800,  in- 
creased 25  per  cent  under  General  Order  No.  28,  and  25  per  cent 
under  Ex  Parte  No.  74.  He  recommended  that  the  distance 
scale  be  ordered  in  for  the  future. 


OREGON   RATE  ON  SLAB  WOOD 

Examiner  F.  W.  McM.  Woodrow  has  recommended  the  dis- 
missal of  No.  11313,  the  Grande  Aronde  Lumber  Company  vs. 
O.-W.  R.  R.  &  N.  Co.  et  al.,  on  a  holding  that  the  rate  for  intra- 
state  transportation  of  slab  wood  from  Perry  to  LaGrande,  Ore., 
during  federal  control  was  not  unreasonable. 


BEAUXITE  ORE,  GA.  TO  CHICAGO  HEIGHTS 
Attorney-Examiner  Arthur  R.  Mackley,  in  a  report  on  No. 
12069,  General  Chemical  Co.  vs.  Central  of  Georgia,  Director- 
General,  et  al.,  has  recommended  dismissal  on  the  grounds  that 
the  rate  on  six  carloads  of  beauxite  ore  from  Republic,  Ga.,  to 
Chicago  Heights  in  the  period  from  November  16  to  December 
24,  1918,  was  not  unreasonable.  A  rate  of  $6.70  was  imposed. 
The  complaint  was  directed  against  the  charge  north  of  the 
gateways,  the  allegation  being  that  it  was  unreasonable  to  the 
extent  that  it  exceeded  $2.40  a  ton. 


ICE,    WISCONSIN    TO    CHICAGO 

Attorney-Examiner  Arthur  R.  Mackley  has  advised  repara- 
tion in  No.  12062,  Wilson  &  Co.  vs.  Director-General,  on  account 
of  an  unreasonable  rate  on  60  carloads  of  ice  from  Shell  Lake, 
Wis.,  to  Chicago  in  March,  1919.  The  distance  scale  rate  of 
16.5  cents  was  applied.  Later  that  scale  was  revised  so  as  to 
apply  a  rate  of  12.5  cents  and  Mackley  thinks  reparation  should 
be  made  to  that  basis. 


GAS  AND  FUEL  OILS  TO  BURLINGTON 
In  a  report  on  No.  12003,  Burlington  Shippers'  Association 
et  al.  vs.  Arkansas  Central,  Director-General,  et  al.,  Examiner 
Bronson  Jewell  has  recommended  a  holding  that  the  rates  on 
gas  and  fuel  oils,  from  points  of  origin  in  Boyd's  I.  C.  C.  No. 
A-916  (groups  in  the  Mid-Continent  oil  field)  to  Burlington  were 
and  are  unreasonable  because  and  "to  the  extent  that  the  rates 
on  gas  and  fuel  oils  were  higher  than  five  cents  under  the  rates 
on  refined  oils.  The  carriers  applied  the  same  rates  on  the 
crude  and  fuel  oils  and  on  the  more  valuable  refined  oils.  They 
did  that  notwithstanding  the  admonition  in  the  Mid-Continent 
case  to  make  the  lower  grades  and  crude  five  cents  less  than 
the  refined  oils.  The  complainants,  in  whose  behalf  Anderson 
&  Gustafson,  Inc.,  intervened,  claimed  that  they  should  be  put 
more  nearly  on  a  parity  with  St.  Louis.  The  railroads,  however, 
said  the  rates  to  St.  Louis  were  unduly  low,  being  depressed 
by  pipe  line  transportation,  especially  from  Wood  River  and 
Roxana. 


GASOLINE,  OKLAHOMA  TO   KANSAS 

Examiner  J.  P.  McGrath,  in  a  report  on  No.  12181,  Standard 
Asphalt  &  Refining  Co.  vs.  Midland  Valley,  Director-General,  et 
al.,  has  recommended  a  holding  of  unreasonableness  and  an 
award  of  reparation  as  to  rates  and  charges  on  absorption  gaso- 
line from  Big  Heart  and  Turley,  Okla.,  to  Independence,  Kan. 
The  examiner  said  the  rates  imposed  on  shipments  in  March, 
1919,  should  be  held  unreasonable  because  and  to  the  extent 
that  they  exceeded  16.5  cents.  The  complainant  contended  for 
a  rate  of  15.5  cents. 
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BILL  TO  FINANCE  RAILROADS 

I' he    Tragic   World    Washington   Bureau 

Secretary  Mellon,  August  11,  sent  a 'letter  to  Chairman  Me- 
n.  of  i  lie  House  banking  committee,  asking  him  to  expedite 
•  ni'  tin'  bill  nuiking  available  to  the  War  Finance  Corpo- 
ration i'u nils  to  be  used  in  financing  the  railroads  In  accordance 
with  tin-  plan  of  rtie  funding  bill.  The  War  Finance  Corporation 
at  present  lias  a  credit  balance  of  $-100,000,000,  but  the  Treasury 
has  not  i  lie  funds  to  convert  that  balance  in  actual  cash. 

President  Harding,  taking  cognizance  of  Senator  LaFollete's 
mo\e  10  prolong  the  hearing  on  the  funding  bill,  August,  11  called 
in  Senators  Watson  and  Kellogg  to  devise  ways  for  assuring 
passage  ut  i  be  measure  before  the  recess.  The  need  of  the 
railroads  for  money  is  so  great  that  they  cannot  wait  until  after 
a  recess  of  Congress,  which  may  be  delayed  beyond  the  time 
.  ntathi'ly  agreed  on  for  its  beginning.  Other  conferences 
wiih  a  view  to  assuring  passage  of  the  bill  were  held  August  12. 


HEARINGS  ON  TOWNSEND  BILL 

The    Traffic   World    Washington   Bureau 

Hearings  on  the  Townsend  bill  (S2337),  making  provision 
:'nr  tarrying  out  the  President's  recommendation  respecting  the 
rumling,  through  the  operation  of  the  War  Finance  Corporation, 
A  hat  the  railroads  owe  the  government  on  account  of  money 
expended  by  it  during  federal  control,  for  improvements,  better- 
ments, and  equipment  chargeable  to  the  capital  accounts  of  the 
railroad  companies,  were  begun,  August  9,  before  the  Senate  com- 
mittee on  interstate  commerce.  That  body  was  called  together 
Senator  Townsend,  who,  in  the  absence  of  Senator  Cummins, 
was  acting  chairman.  Senator  Cummins,  who  had  been  at  At- 
lantic City,  returned  in  time  to  preside  at  the  first  hearing. 
Eugene  Meyer,  head  of  the  revived  War  Finance  Corporation, 
was  the  only  one  heard  at  the  first  session.  Director-General 
Davis  and  others  from  the  Railroad  Administration,  Alfred  P. 
Thorn,  representing  the  Association  of  Railway  Executives, 
Joseph  H.  Beek,  and  J.  M.  Belleville,  representing  the  National 
Industrial  Traffic  League,  and  others  interested  were  present 
ready  to  speak  for  the  passage  of  the  bill. 

The  National  industrial  Traffic  League,  in  so  far  as  its  senti- 
uts  could  be  uttered,  by  twenty-two  members  of  thf,  executive 
committee,  was  prepared  to  go  the  full  limit  in  endorsement  of 
measure.     That   was  an  unusual  fact  that  developed  unoffi- 
cially at  the  initial  session.     The  League  and  the  railway  execu- 
tive;   are   often   on    opposite    sides    of   questions    of   legislation. 
In  this  case,  however,  they  were  on  the  same  side  without  dis- 
reement. 

"I  feel  that  we  are  on  the  up-grade — that  there  is  a  gradual 
improvement  in  business,"  said  Mr.  Meyer.  "I  do  not  mean 
that  the  passage  of  this  or  any  other  measure  will  restore  us 
to  violent  prosperity.  Nor  do  I  want  to  be  unduly  optimistic, 
but  the  tendency  is  in  the  right  direction  and  I  feel  that  the 
passage  of  this  bill  will  accelerate  the  return  to  much  better 
conditions.  The  railroads  have  not  been  restored  to  their  normal 
purchasing  power.  Cars  and  locomotives  are  not  being  repaired 
and  tracks  are  not  being  maintained,  in  some  cases,  I  believe,  up 
to  the  point  of  safety. 

"This  bill  and  the  agricultural  credit  bill  which  the  Senate 
lias  just  passed,  taken  together,  will  go  far  toward  restoring 
better  conditions.  It  is  not  a  gift  that  is  being  proposed  by  this 
legislation.  It  is  merely  deferring  the  time  for  paying  debts 
due  from  the  railroad  to  the  government,  so  that,  when  the  gov- 
ernment settles  with  the  railroads,  it  can  give  them  the  full 
amount  agreed  upon,  without  deducting  what  the  railroads  owe. 
"The  government  already  has  in  its  possession  $322,000,000 
worth  of  railroad  securities,  chiefly  equipment  trust  certificates. 
This  measure  would  authorize  it  to  take  more  and,  through  the 
War  Finance  Corporation,  put  these  securities  into  the  invest- 
ment market.  I  find  that  much  of  the  security  that  would  be 
offered  would  be  the  bonds  of  strong  railroads,  which,  if  given 
opportunity  to  resume  their  normal  buying  and  the  repair 
their  property,  would  be  the  earliest  to  be  restored  to  a 
normal  credit  condition." 

Mr.  Meyer  said  the  War  Finance  Corporation,  in  its  opera- 
tions during  the  war,  used  a  minimum  of  government  money  and 
obtained  a  maximum  benefit,  by  handling  the  securities  that 
could  be  offered  by  the  interests  to  whom  credit  had  been 
loaned. 

Throughout  his  talk  of  an  hour,  Mr.  Meyer  stressed  the  point 
that  both  agriculture  and  other  industry  must  be  restored  before 
the  real  after-the-war  reconstruction  could  be  begun.  The  rail- 
roads and  the  farmers,  he  said,  were  prostrate.  They  represented 
such  a  large  section  of  the  American  public  that  the  whole 
country,  for  eighteen  months  had  been  suffering  acutely,  he  said. 
Senator  Townsend,  after  Mr.  Meyer  had  made  his  direct 
statement  on  the  funding  bill,  asked  him  if  there  was  an  emerg- 
gency  in  the  affairs  of  the  railroad  companies  or  whether  the 
situation  would  work  itself  out. 

"I   would    prefer   Director-General    Davis     or     the    railroads 
hemselves    to   answer    that    question,"    said    Mr.    Meyer.     "Per- 
sonally, I  think   they  are  in   a  very  serious   situation,   for  the 


reasons  Indicated;  that  In  to  say,  they  have  not  the  money  where- 
with to  carry  on  necessary  maintenance  work  or  to  buy  neces- 
sary supplies.  Their  inability  reacts  detrimentally  on  every 
other  interest  In  the  country." 

In  his  direct  statement  Mr.  Meyer  said  he  thought  it  not 
an  overestimate  to  say  that  the  funding  of  this  obligation  of 
the  railroads  to  the  government  would  have  the  effect  of  put- 
ting to  work  probably  1,000,000  men.  It  would  have  the  effect 
of  showing  those  who  hold  some  of  the  $300,000,000  of  audited 
but  unpaid  vouchers  of  the  railroads  that  they  would  obtain 
their  money.  Knowing  that,  he  said,  the  creditors  of  the  rail- 
roads would  be  warranted  in  proceeding  with  their  plans.  The 
psychological  effect,  as  well  as  the  direct,  material  effect  would 
be  good.  It  would  lend  confidence  to  people  who  know  that 
the  country  cannot  continue  in  the  unsatisfactory  condition  in 
which  it  has  been  for  eighteen  months  of  liquidation  and  defla- 
tion. 

Payment  of  their  bills  by  the  railroads  would  liquefy  frozen 
credits  which,  he  said,  were  merely  the  loans  at  the  banks  which 
the  railroads  had  to  make  because  their  revenues  were  not 
great  enough  and  they  had  not  been  able  to  settle  with  the 
government  for  one  reason  or  another. 

As  to  the  transportation  law,  passed  a  little  more  than  a 
year  ago,  he  said  it  had  not  had  a  fair  trial.  Its  failure  to  settle 
the  railroad  problem  was  attributable,  not  to  any  inherent  de-. 
feet,  but  to  the  collapse  of  business  generally  soon  after  it  was 
put  into  full  effect.  No  law,  he  indicated,  could  have  been  de- 
vised strong  enough  to  prevent  the  ill  effects  of  a  business  re- 
verse falling  on  the  railroads  as  well  as  on  other  industries. 

It  was  a  conservative  estimate,  Mr.  Meyer  thought,  to  say 
that  the  funding  of  what  the  railroads  owe  the  government 
would  put  1,000,000  men  to  work,  not,  of  course,  on  the  railroads, 
but  on  the  railroads  and  in  the  industries  stimulated  by  the 
ability  of  the  railroads  and  their  employes  to  become  purchasers 
in  larger  measure. 

Mr.  Meyer  continued  on  the  stand,  technically  under  cross- 
examination,  for  most  of  the  morning  session  of  August  10, 
Director-General  Davis  taking  the  stand  a  few  minutes  before 
adjournment  on  that  day.  Mr.  Davis  had  only  become  well 
started  in  setting  forth  the  purpose  of  the  legislation.  His 
treatment  of  the  subject  was  sympathetic,  indicating  that,  while 
the  bill  had  originated  at  the  treasury,  on  suggestion  from  the 
White  House,  it  had  the  approval  of  the  Railroad  Administra- 
tion. While  approval  by  the  chief  men  in  the  Railroad  Admin- 
istration may  not  be  important  in  a  technical  sense,  because  the 
Director-General  is  merely  the  President's  agent,  it  means  that 
no  senator  will  be  able  to  oppose  the  measure  with  material 
for  that  opposition  furnished  by  the  Railroad  Administration. 

"It  is  in  no  sense  of  the  word  a  gratuity,"  said  Mr.  Meyer, 
answering  a  question  put  by  Senator  Pomerene,  who  said  he 
had  heard  that  the  bill  proposed  handing  half  a  billion  or  some 
other  sum  to  the  railroads.  Senator  Pomerene  also  treated  the 
subject  in  a  sympathetic  manner,  prefacing  many  of  his  ques- 
tions in  such  a  way  as  to  indicate  that  he  did  not  take  any 
stock  in  the  allegations  about  gifts  and  favors  to  the  railroads. 
He  said  he  knew  that  some  of  the  railroad  supply  establish- 
ments were  working  only  twenty  per  cent  of  full  time  because 
the  railroads  had  not  been  able  to  pay  their  bills.  In  support  of 
that  assertion,  Mr.  Meyer  put  into  the  record  a  statement  that 
many  of  the  bills  owed  by  the  railroads  had  run  for  five,  six, 
and  even  more  months. 

"At  present  these  unpaid  bills  and  the  loans  made  by  t 
railroads  at  the  banks  are  frozen  loans,"  said  Mr.  Meyer.    "We 
propose  to  'unfreeze'  them." 

"The  proposal  is  to  transfer  the  debts  of  the  railroads  to 
the  government  from  one  branch  of  the  government  to  another, 
is  it  not?"  asked  Senator  Kellogg,  trying  to  simplify  the  matter, 
"and  provide  a  method  whereby  the  government  may  sell  se- 
curities it  has  taken  as  pledges  for  the  debt?"  Mr.  Meyer 
agreed  with  that  and  said  that  the  War  Finance  Corporation 
would  deal  with  the  Director-General  only,  but  the  expenses  of 
handling  the  securities  would  be  borne  by  the  railroads  them- 
selves, if  any  commission  had  to  be  paid.  He  said  the  authority 
to  sell  the  securities  pledged  for  the  return  of  loans  should 
have  been  given  the  Director-General. 

When  Director-General  Davis  took  the  stand  he  apologized 
for  suggesting  that  the  failure  of  Congress  to  authorize  the  sale 
of   the   securities   in   the   investment   market   when    the    prices 
seemed  right,  was  probably  an  oversight. 
La  Follette  Obstructs 

Senator  La  Follette,  in  questions  directed  at  Mr.  Meyer, 
seemed  to  be  trying  to  discredit  the  work  of  the  War  Finance 
Corporation  with  a  view  to  raising  a  question  as  to  whether 
the  revival  thereof  was  not  one  of  the  things  to  be  prevented, 
if  possible.  He  asked  how  much  money  had  been  lent  to  the 
Pere  Marquette,  what  security  was  given  for  the  $150,000  loaned, 
and  what  was  back  of  the  $50.000  still  owing  to  the  government. 
He  started  down  what  looked  like  a  list  of  all  the  roads  that 
have  been  reorganized,  in  such  way  as  to  enable  the  niuck- 
rakers  to  assert  that  they  were  either  looted  or  the  public 
deluged  with  fake  securities  and  watered  stock.  Mr.  Meyer 
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was  able  to  read  from  a  list  and  answer  the  questions  so  quickly 
that  the  Wisconsin  senator  suggested  that  the  list  of  loans  and 
the  securities  be  put  into  the  record. 

Then  La  Follette  went  into  the  operations  of  the  War  Finance 
Corporation  during  the  war,  beginning  with  the  loan  oj:  between 
$16,000,000  and  $17,000,000  to  the  Brooklyn  Rapid  Transit,  six 
or  eight  months  before  it  went  into  the  hands  of  a  receiver. 
Meyer  said  the  loan  was  made  during  the  summer  of  1918,  when 
the  United  States  and  the  allies  were  in  the  most  critical  state 
of  the  war,  because  it  was  felt  that  a  receivership  at  that  time 
would  have  a  bad  effect  on  the  market  for  bonds  issued  by  the 
government.  The  company  later  went  into  the  hands  of  a  re- 
ceiver because  it  could  obtain  no  more  money  from  the  govern- 
ment. 

"Were  loans  made  to  any  other  failing  concerns?"  asked 
La  Follette. 

"I  do  not  admit  that  the  Brooklyn  Rapid  Transit  was  a  fail- 
ing concern,"  said  Mr.  Meyer.  "Ultimately  the  obligations  of 
that  company  to  the  government  will  be  met." 

Meyer  and  La  Follette  sparred  over  the  point  as  to  whether 
traction  and  other  utility  companies  to  which  loans  were  made 
were  failing  concerns,  and  as  to  what  was  meant  by  "ultimately." 

La  Follette  wanted  to  know  who  drafted  the  Trill  reviving  the 
War  Finance  Corporation  and  Meyer  said  the  bill  was  prepared 
by  the  counsel  for  the  Corporation  and  the  drafting  clerk  of 
the  Senate.  He  said  he  did  not  know  whether  bankers  had  sug- 
gested its  revival. 

Senator  Townsend  said  the  bill  introduced  by  him  was  given 
to  him  by  President  Harding.  After  he  had  introduced  the  first 
bill  he  found  the  draft  introduced  by  Chairman  Winslow  of  the 
House  committee  on  interstate  and  foreign  commerce,  differed 
somewhat  from  his  own,  so  he  introduced  a  copy  of  the  House 
bill  as  a  substitute  for  the  one  he  had  first  put  in. 

Simultaneous  hearings  on  the  administration's  railroad  debt 
funding  bill  were  held  on  August  11.  The  Senate  committee  on 
interstate  commerce  heard  Director  General  Davis,  while  the 
House  committee  listened  to  a  restatement  of  the  situation  by 
Eugene  Meyer. 

Senator  LaFollette,  just  before  Director-General  Davis  was 
about  to  be  excused  and  just  before  the  Senate  committee  de- 
sired to  announce  that  the  hearings  had  been  finished,  threw 
a  stone  into  the  machinery  by  saying  that  he  would  like  to  hear 
on  the  subject  from  William  G.  McAdoo  and  Walker  D.  Hines. 
Senator  Kellogg  protested  that  the  need  was  for  speed  in  com- 
ing to  a  decision  on  the  matter.  Senator  LaFollette  said  he  did 
not  know  whether  the  two  former  officials  of  the  Railroad  Ad- 
ministration, whose  orders  created  the  debts  which  President 
Harding  thinks  should  be  funded,  would  approve  or  oppose  the 
legislation,  but  he  would  like  to  hear  from  them. 

The  committe  did  not  pass  on  the  question,  but  took  an 
adjournment  to  the  next  day. 

Director-General  Davis  explained  that  if  the  railroads  had 
made  the  improvements  while  they  were  in  possession  of  their 
own  property  the  money  would  have  been  provided  by  the  issu- 
ance of  bonds  or  other  evidences  of  capital  expenditure  and, 
therefore,  the  proposal  was  that  the  government  should  allow 
the  railroads  to  do  with  the  debts  created  by  his  predecessors 
exactly  what  they  would  have  done  had  they  been  in  control  of 
their  own  property. 

Senator  Townsend  wanted  to  know  if  the  accounts  could 
not  be  closed  in  the  ordinary  way,  by  offsetting  one  debt  by 
another,  and  by  quick  settlement  restore  the  credit  of  the  rail- 
roads so  that  they  could  go  into  the  market  and  procure  money 
on  their  own  credit.  Mr.  Davis  said  that  that  would  not  do 
because  there  is  necessity  for  speed.  He  said  the  railroads 
could  not  make  arrangements  to  borrow  the  money  as  fast  as 
the  government  could  pay  it  over  to  them.  His  second  objec- 
tion was  that  the  railroads  would  have  to  pay  at  least  7  per 
cent  and  possibly  more,  whereas  if  the  government  allowed 
them  to  hand  their  securities  over  to  it  as  pledges  for  the  pay- 
ment of  the  proposed  debt  at  maturity  the  transaction  would 
be  on  the  basis  of  6  per  cent.  He  said  the  original  legislation 
contemplated  the  funding  of  these  debts  and  therefore  the  bill 
would  simply  carry  out  the  first  plan. 

After  he  had  made  his  suggestion  in  open  meeting  about 
hearing  McAdoo  and  Hines,  LaFollette  sent  the  following  letter 
to  Chairman  Cummins: 

The  consideration  of  S.  2337  by  the  Interstate  Commerce  com- 
mittee of  the  Senate  should  be  a  very  thorough  one  in  my  opinion 
and  I  believe  that  the  hearings  should  not  close  until  the  committee 
has  heard  Hon.  William  G.  McAdoo  and  Hon.  Walker  D.  Hines  former 
directors  general  of  the  railroads,  if  the  latter  can  be  called  within  a 
reasonable  time. 

The  question  of  the  disposition  of  the  railroads'  debt  to  the  gov- 
ernment is  so  closely  and  so  continuously  involved  with  the  contracts 
entered  into  between  the  government  and  the  railroads  under  the 
Federal  Control  Act,  that  it  seems  to  me  obvious  that  a  full  protection 
of  the  public  interest  in  this  matter  requires  that  Mr.  McAdoo  and  Mr 
Hines  should  be  called  upon  to  give  their  interpretation  of  these  con- 
tracts, and  also  to  give  to  the  committee  the  benefit  of  their  large 
fund  of  information  gained  through  their  contact  with  this  problem 
during  the  period  of  federal  control,  and  after 


EXPORT  GRAIN  RATES 
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The  Commission  allowed  the  reduced  rates  on  ex  lake  ex- 
port grain  to  become  effective  August  10,  notwithstanding  the 
protests  of  the  users  of  the  all-rail  rates.  The  latter  said  they 
would  be  discriminated  against  every  day  the  lowered  ex  lake 
rates  were  in  effect  and  the  all-rail  were  left*  on  the  old  level. 

'About  the  time  the  ex  lake  reductions  went  into  effect,  the 
carriers  filed  their  application  for  sixth  section  permission  to  re- 
duce the  all-rail  rates  from  Chicago  and  Mississippi  River  points 
to  the  Atlantic  ports  7.5  cents  per  100  pounds.  By  the  time  that 
application  came  to  hand  the  Commission  had  accumulated  a 
voluminous  file  of  protests  from  carriers  and  shippers  west  of 
the  Mississippi  River  protesting  against  the  change  in  relation- 
ship on  export  rates  that  would  take  place  if  the  7.5  cent  reduc- 
tion on  the  all-rail  rates  was  allowed  to  become  operative.  The 
protests  proceeded  on  the  ground  that  the  gulf  ports  were  en- 
titled to  a  continuance  of  the  increase  in  the  spread  in  rates  that 
took  place  when  the  various  percentage  increases  were  made 
during  the  last  five  years. 

Inasmuch  as  the  reduction  in  ex  lake  rates  undoubtedly  put 
the  all-rail  shippers  of  grain  at  a  disadvantage  in  comparison 
with  those  able  to  use  the  ex  lake  rates,  it  was  assumed  that, 
when  the  application  of  the  carriers  to  reduce  the  all-rail  rates 
was  received,  it  would  be  allowed.  In  view  of  the  slowness  of 
the  carriers  in  filing  the  application  (a  week  elapsed  between 
the  conference  at  which  it  was  agreed  upon  and  the  filing)  some 
question  arose  as  to  whether  the  unusual  procedure  followed  in 
the  ex  lake  case  would  be  followed  in  this  one.  Short  notice 
on  changes  on  grain  have  heretofore  been  rarer  than  snakes  in 
Ireland. 
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Traffic  World. 


POSSIBILITIES  OF  RATE  WAR 

The    Traffic    World    Washington   Bureau 

A  peculiar  rate  situation  has  developed  from  the  reductions 
In  export  rates  on  grain  made  by  the  Canadian  carriers  and  sanc- 
tioned by  the  Canadian  Railway  Commission  and  the  proposed 
reductions  in  rates  filed  by  the  Detroit,  Toledo  &  Ironton,  owned 
by  Henry  Ford.  Unless  the  Interstate  Commerce  Commission 
uses  its  power  to  establish  minimum  rates,  it  is  believed  by  well 
informed  traffic  men  the  carriers  may  find  themselves  involved  in 
a  rate  war  such  as  was  not  uncommon  ten  or  fifteen  years  ago, 
but  which  could  not  have  taken  place  at  any  time  since  the  out- 
break of  the  European  war.  That  war  caused  such  increases  in 
prices  that  the  only  kind  of  competition  that  could  have  taken 
place  among  the  carriers  would  have  been  an  increase  in  rates 
to  prevent  congestion  of  their  facilities.  Of  course,  no  such  com- 
petition took  place,  because  the  rate-regulating  bodies  were  re- 
straining influences.  The  railroads  never  obtained  the  benefit  of 
war  prices  until  the  high  tide  of  war  prosperity  had  passed  over 
business  generally. 

To  meet  the  situation  created  by  the  Canadian  carriers  and 
Canadian  commission,  the  eastern  trunk  lines  reduced  ex-lake 
export  grain  rates  three  and  five  cents,  thereby  signifying  their 
willingness  to  sacrifice  from  one  to  three  millions  of  revenue  to 
ascertain  whether  rate  reduction  would  stimulate  the  movement. 
The  sacrifice  will  be  made  if  the  "reductions  do  not  bring  a  big 
increase  in  business,  because  they  amount  to  nearly  twenty-five 
per  cent.  When  the  eastern  railroads  reduced  the  ex-lake  rates, 
they  virtually  agreed  also  to  cut  the  all-rail  rates  so  as  to  .put  the 
all-rail  shippers  on  an  equality  with  those  utilizing  the  rail-and- 
water  rates  to  the  lower  lake  ports,  from  which  the  ex-lake  rates 
prevail. 

In  consonance  with  that  implied  promise,  the  eastern  roads, 
at  a  conference  at  Chicago,  agreed  to  cut  7.5  cents  off  the  export 
all-rail  rates  from  Chicago  and  Mississippi  River  crossings.  They 
decided  to  ask  for  permission  to  make  them  applicable  on  less 
than  statutory  notice  of  thirty  days. 

Before  that  application  could  reach  Washington,  the  traffic 
executives  of  the  western  and  Gulf  lines,  headed  by  Edward 
Chambers,  traffic  vice-president  of  the  Santa  Fe,  the  veteran 
among  them,  protested  that  a  reduction  of  7.5  cents  would  amount 
to  a  violation  of  the  relationship  suggested  to  the  eastern  lines  by 
Traffic  Director  Hardie,  in  a  letter  dated  March  30  and  addressed 
to  James  Webster  of  the  New  York  Central,  in  Chicago,  as  be- 
tween the  eastern  lines  on  the  one  hand  and  the  western  and  Gulf 
lines  on  the  other. 

A  rate  controversy,  if  not  a  war,  between  the  eastern  lines 
on  one  side  and  the  western  and  southern  on  the  other,  has  been 
pending  ever  since  the  making  of  percentage  increases  in  rates  be- 
came the  established  fashion.  In  the  old  days  rates  on  grain 
from  Kansas  City  to  Gulf  ports,  for  export,  were  about  four  cents 
under  New  York.  That  may  not  be  the  exact  figure,  but  for  pur- 
poses of  illustration  it  is  near  enough.  Before  the  changes  made 
as  a  result  of  the  relationship  suggested  in  the  Hardie  letter  of 
March  30,  the  difference  was  about  three  times  as  much  as  for- 
merly, hence  the  objections  of  the  western  and  Gulf  lines. 

With  regard  to  the  efforts  of  the  Detroit,  Toledo  &  Ironton  to 
reduce  rates,  coal  operators  and  railroads  that  serve  them  are 
doing  what  they  can  to  prevent  the  establishment  of  the  reduced 
coal  rates,  because,  as  they  see  the  matter,  the  proposal  is  ex- 
tremely dangerous.  The  railroads  have  not  openly  appeared  as 
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•  viors  in  i  lie  Kurd  propositions,  IMII  it  i*.  known  they  are  In 
mil  s\  m|i;iiii\  \\iih  what  ilu-  mine  operators  are  saying.  Formal 
protests  a^iins!  i  In-  Kurd  coal  tar  Iff  a  have  been  filed  by  C.  D. 
Hoyd,  tralllc  manager  for  the  operators  In  the  Harlan,  Hazard 
ami  SoiiilitTii  Appaliiehain  districts  and  by  Wilbur  La  Roe,  Jr., 
for  the  Northern  West  Virginia  Coal  Operators'  Association.  See 
Trallif  World,  Ann.  •'>.  p.  -V4.)  ha  Roe's  protest  Is  a  request  fora 
suspension  of  icdurcd  rates  on  bituminous  coal  from  the  Ironton 
ami  Jackson  County  districts  in  Ohio  to  Detroit,  Mich.,  as  pro- 
posed in  ivtroit,  Toledo  &  Ironton  Tariff,  I.  C.  C.  402,  flled  to  be- 
come  effect i\t>  August  IS,  1921,  and  Supplement  30  to  Agent  Da- 
vis' Tariff,  1.  C.  C.  811,  tiled  to  become  effective  September  3, 
1921. 

The  petition  calls  attention  to  the  fact  that  there  are  two 
seis  of  rates,  one  applying  from  Ironton  on  ex-river  coal,  and 
the  oilier  applying  locally  from  the  mines  on  the  D.  T.  &  I. 

Kniphasis  is  laid  on  the  fact  that  the  Ohio  carriers,  includ- 
ing the  I).  T.  &  I.,  have  filed  with  the  Commission  an  application 
under  Section  13  of  the  act  alleging  that  all  coal  rates  in  the 
stale  of  Ohio  are  subnormal  and  depressed  and  that  they  con- 
stitute an  undue  burden  on  interstate  commerce.  How,  asks  La 
Hoe.  can  t  lie  1).  T.  &  I.,  which  joined  in  that  application,  consist- 
ently reduce  the  rates  from  Ironton  prior  to  the  hearing  in  the  in- 
\estiualion  which  is  set  for  hearing  before  Chief  Examiner  Quirk 
in  Columbus  on  September  12. 

It  is  also  contended  that  the  proposal  to  reduce  the  rates 
from  the  D.  T.  &  I.  local  mines  will  seriously  disrupt  existing 
relationships  between  the  numerous  producing  districts.  For  ex- 
ample, the  Jackson  County  mines  have  long  enjoyed  the  Hocking 
basis  of  $2.47  per  ton  to  Detroit.  It  is  proposed  to  reduce  the 
Jackson  County  rate  to  $1.98  with  no  change  whatever  from 
Hocking.  The  Hocking  rate,  in  turn,  is  the  "key  rate"  in  Ohio, 
and  if  that  rate  is  reduced  '"the  whole  structure  will  fall  like  a 
house  of  cards." 

Attention  is  called  to  the  serious  effect  which  these  reduc- 
tions may  have  in  the  revenues  of  other  carriers.  The  issue,  ac- 
cording to  La  Roe,  is  "whether  an  over-zealous  entrepreneur  may, 
for  purposes  of  his  own,  dominate  and  control  a  rate  structure 
upon  which  some  of  the  largest  railroads  must  principally  de- 
pend for  a  livelihood,"  and  he  contends  that  "this  question  can 
be  answered  in  only  one  way  by  a  tribunal  charged  with  respon- 
sibility for  insuring  to  the  carriers  as  a  whole  a  fair  return."  The 
petition  also  states  that  the  principal  object  of  Congress  in  con- 
ferring on  the  Commission  authority  to  fix  minimum  rates  was  to 
avoid  such  rate  wars  as  the  Ford  tariffs  are  supposed  to  threaten. 


FORD  GOES  AFTER  CLASS  RATES 

The    Traffic    World    Washington   B ureati 

Henry  Ford  has  done  his  share  towards  carrying  out  his 
promise  or  threat  to  reduce  class  rates  as  well  as  all  other  rates. 
The  D.  T.  &  I.  has  filed  its  I.  C.  C.  403,  effective  September  10, 
on  interstate  and  Ohio  state  traffic  and  August  22  on  Michigan 
state  traffic,  a  20  per  cent  reduction  in  class  rates  between  sta- 
tions on  its  own  rails. 

So  far  as  the  traffic  men  of  other  railroads  are  concerned, 
that  tariff  is  the  most  important  yet  filed  by  the  D.  T.  &  I.,  be- 
i  ause  it  makes  a  direct  assault  on  the  class  rate  scale  prescribed 
by  the  Commission  in  its  report  on  the  Central  Freight  Associa- 
tion investigation  which  it  undertook  because  of  the  facts  dis- 
closed during  its  investigation  in  the  five  per  cent  advanced 
rate  case. 

In  that  investigation  the  Commission  found  that  the  low 
basis  of  rates  in  C.  F.  A.  territory  was  due  to  the  unrestrained 
competition  that  had  been  set  up  between  the  western  exten- 
sions of  the  trunk  lines  and  independent  railroads  in  C.  F.  A. 
territory,  and  by  the  Wabash,  which,  while  it  has  rails  from 
Buffalo  to  the  Missouri  River,  was  not  in  harmony  with  the 
trunk  lines. 

A  reduction  of  the  class  rates  by  the  D.  T.  &  I.,  many  of  the 
traffic  men  of  other  railroads  believe,  would  be  equivalent  to 
the  initiation  of  the  kind  of  competition  that  resulted  in  bring- 
ing not  only  the  independent  C.  F.  A.  lines  but  the  trunk  lines 
into  the  unsatisfactory  state  in  which  the  Commission  found 
them  in  the  five  per  cent  and  later  cases  antedating  the  adop- 
tion by  it  of  the  Disque  scale  for  application  within  C.  F.  A. 
territory. 

At  the  same  time,  the  D.  T.  &  I.  filed  its  I.  C.  C.  No.  408, 
effective  interstate  September  10,  and  on  Michigan  state  traffic 
•August  22.  providing  for  reduced  rates  on  salt,  carloads,  from 
Hotroit,  Ecorse,  Mich.,  Toledo,  0.,  and  Wyandotte,  Mich.,  to 
stations  on  the  D.  T.  &  I.  R.  R. 


D.  T.  &  I.  COAL  TARIFFS 

The    Traffic    World    Washington   Bureau 

In  behalf  of  mine  operators  in  the  Kanawha  district  who 
can  use  the  ex-river  rate  of  $1.85  proposed  in  the  Detroit,  Toledo 
&  Ironton  tariff  to  which  the  operators  represented  by  C.  D. 
Boyd  have  protested,  Francis  B.  James  and  E.  E.  Williamson 
have  filed  a  memorandum  which  throws  a  somewhat  different 
light  on  the  subject.  They  point  out  that  the  proposed  rate, 
in  its  nature,  is  akin  to  the  lake  cargo  coal  rate  to  Toledo  of 


$1.83,  which  the  protesting  operators  can  and  do  us«  for  getting 
their  coal  to  Detroit,  by  water  from  Toledo. 

The  suggestion  of  the  Kanawha  mine  operators  in  that  the 
ex-river  rate  cannot  disturb  the  all-rail  adjustment  any  more 
than  the  lake  cargo  coal  rate  can  disturb  It.  In  support  of  that 
proposition  they  point  out  that  the  all  rail  rate  from  Kanawha 
district  to  Detroit  is  $2.87  and  the  lake  cargo  coal  rate  to  Toledo 
$1.83.  The  average  distance  from  Kanawha  to  Toledo  for  which 
the  carriers  receive  $1.83  on  lake  cargo  coal,  as  figured  by  the 
operators  favoring  the  Ford  tariff,  Is  381  miles. 

The  average  distance  from  Ironton  to  Detroit  is  378.5  miles, 
or  a  few  miles  less  than  the  average  distance  from  Kanawha 
to  Toledo.  Yet  it  is  pointed  out  that  the  Ford  ex-river  tariff 
proposes  a  rate  of  $1.85  for  an  average  haul  of  378.5,  while  for  the 
rail  haul  on  the  lake  cargo  rate  the  railroads  that  are  supposed 
to  be  backing  the  protests  of  mine  operators  is  only  $1.83  for 
a  haul  of  381  miles. 

In  a  broad  way  of  speaking,  those  defending  the  Ford  pro- 
posal of  $1.85  on  ex-river  coal  claim  that  the  D.  T.  &  I.  Is  en- 
titled to  make  arrangements  for  carrying  coal  after  it  has  had 
a  water  haul  just  as  much  as  other  carriers  are  entitled  to 
make  a  rate  on  coal  that  is  to  have  a  water  haul,  after  they 
have  delivered  it  at  a  port. 

The  National  Rivers  &  Harbors  Congress,  of  which  Senator 
Ransome  of  Louisiana  is  the  head,  has  been  enlisted  in  behalf 
of  the  Ford  ex-river  tariff  on  the  theory  that  unless  the  Com- 
mission permits  that  tariff  to  become  effective,  it  will  be  break- 
ing down  that  part  of  the  law  written  at  the  Instigation  of  the 
National  Rivers  &  Harbors  Congress  which  directs  the  fostering 
of  an  integration  of  rail  and  water  transportation  and  the  pro- 
motion of  transportation  by  water. 

In  behalf  of  the  D.  T.  &  I.  it  has  been  said  unofficially  that 
while  it  may  be  a  party  to  lake  cargo  coal  tariffs,  as  a  matter 
of  fact,  it  is  not  equipped  to  haul  lake  cargo  coal  to  Toledo  and 
that,  therefore,  the  tariffs  constitute  paper  rates.  It  is  further 
urged  that  the  D.  T.  &  I.,  having  no  rails  south  or  east  of  the 
Ohio  River,  is  the  only  carrier  by  railroad  that  logically  could 
be  expected  to  make  ex-river  rates.  All  other  carriers  are  in- 
terested in  transportation,  by  rail,  both  east  and  west  and  north 
and  south  of  the  Ohio  River.  Before  the  B.  &  O.  acquired  con- 
trol of  the  C.  H.  &  D.,  the  last  mentioned  carrier  might  have 
been  asked  to  make  ex-river  rates  because  such  rates  would 
not  short  haul  itself,  but  now  that  the  B.  &  0.  controls  that  car- 
rier, asking  the  C.  H.  &  D.  to  make  ex-river  rates  would  be 
equivalent  to  asking  the  B.  &  O.  to  short  haul  itself.  The  same 
is  true  of  the  Hocking  Valley-Chesapeake  &  Ohio  combination 
and  the  Norfolk  &  Western-Pennsylvania  combination.  The  N. 
&  W.  does  not  go  with  its  own  rails  beyond  Columbus,  0.,  and 
on  some  of  the  coal  coming  down  the  Ohio  River  by  barge  it 
might  be  persuaded  by  a  long  stretch  of  the  imagination  to 
make  ex-river  rates  to  some  destinations. 

As  to  the  fronton-Detroit  situation,  it  is  suggested  that  the 
lake  cargo  coal  rate  applies  to  Detroit,  although  it  involves  a 
water  haul  of  only  60  miles  while  the  ex-river  rates  apply  on 
coal  that  has  had  an  average  river  haul  of  127  miles,  and  in 
some  instances  rail  hauls  as  high  as  40  miles  at  rates  ranging 
from  30  to  40  cents  for  the  rail  haul  and  10  cents  for  dumping 
into  the  barges. 

The  memorandum  filed  by  James  and  Williamson  specific- 
ally refers  to  the  Great  Kanawha  River  Improvement  Associa- 
tion. That  association  has  among  its  membership,  it  is  declared, 
practically  every  mine  operator  within  easy  hauling  distance 
to  the  river,  for  the  purpose  of  having  his  coal  barged  down  the 
Kanawha  and  Ohio  Rivers.  The  association,  in  a  memorandum 
supplemental  to  an  earlier  argument  in  behalf  of  the  Commis- 
sion's allowing  the  D.  T.  &  I.  tariff  carrying  the  $1.85  rate  to 
become  operative,  claimed  that  this  rate  would  be  carrying  out 
the  recommendation  made  by  the  Commission  in  its  annual  re- 
port to  Congress  for  1918,  the  recommendation  of  President 
Wilson  expressed  in  a  letter  dated  December  2,  1918  to  Repre- 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  la  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rotes  for 
classified  advertisements  ara  as  follows:  First  Insertion,  $1.90  per 
Itne:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  10 
irords  to  the  liner  numbers  and  abbreviations  counted  as  words; 
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forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb« 
TRAFFIC  WORLP.  418  South  Market  Street,  Chicago,  111. 

POSITION  WANTED — II.  R.  Agent,  16  years'  experience,  now  em- 
ployed, desiring  change.  KO  anywhere,  clear  record,  familiar  with 
Western  Classification  territory,  would  consider  commercial  traffic 
proposition.  Address  Lock  Box  158,  Liberal,  Mo. 

WANTED — An   experienced   Traffic   man.     One  that  is  capable  of 
aggressively  handling  rate  equalization  matters  with  railroads.     State 
experience  and  salary  expected.     Address  Box  379,  Traffic  World. 
Chicago,  111. 

WANTED — Young  man  stenographer  with  some  knowledge  of 
Southwestern  rates  for  traffic  organization.  Excellent  opportunity 
and  good  salary  to  right  party.  Address  D.  A.  M.  373,  Traffic  World. 
Chicago. 
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sentative  John  H.  Small  of  North  Carolina,  then  Chairman  of 
the  House  Committee  on  Rivers  and  Harbors,  and,  most  im- 
portant of  all,  the  terms  of  section  500  of  the  transportation 
act  which  declared  it  to  be  "the  policy  of  Congress  to  promote, 
encourage  and  develop  water  transportation,  service  and  facil- 
ities in  connection  with  the  commerce  of  the  United  States,  and 
to  foster  and  preserve  in  full  vigor  both  rail  and  water  trans- 
portation." 

CALIFORNIA  -FRUITS  AND  VEGETABLES 

The   Traffic    World    Washington   Bureau 

Transcontinental  carriers  and  representatives  of  California 
fruit  and  vegetable  shippers,  particularly  citrus  fruit  growers,  had 
a  conference  August  5  with  Commissioner  McChord  and  Director 
Hardie  in  which  the  shippers  attempted  to  show,  by  compila- 
tions of  tonnage  data,  that  rates  are  so  high  that  traffic  will 
not  move.  Answering  an  observation  of  Julius  Kruttschnitt 
that  the  cost  of  distributing  oranges  in  eastern  markets  through 
wholesalers  and  retailers  is  greater  than  the  cost  of  carrying 
the  fruit  from  California  to  eastern  cities,  statisticians  for 
orange  growers  tried  to  show  that  the  average  margin  for  re- 
tailers of  oranges  in  thirty-eight  eastern  cities  was  only  twenty- 
nine  per  cent  and  that  the  average  cost  to  the  consumer  of  all 
grades  and  sizes  of  oranges  was  only  forty-four  cents  a  dozen. 
McChord  challenged  the  accuracy  of  that  assertion,  saying  thai 
the  minimum  in  Washington  was  higher  than  that.  It  was 
shown,  then,  that  the  California  citrus  organization  does  little 
business  in  Washington  and  that,  usually,  Washington  eats 
Florida  oranges. 

Shippers  of  citrus  fruits  said  the  proposed  reduction  from 
$1.92  to  $1.70  on  oranges,  and  from  $1.665  to  $1.50  on  lemona 
was  not  enough.  The  shippers  practically  asked  for  a  reduction 
to  the  level  of  rates  prior  to  Ex  Parte  No.  74. 

The  vegetable  men  did  not  appear  so  insistent  on  returning 
to  the  level  brought  about  by  General  Order  No.  28.  They 
seemed  more  inclined  to  think  of  a  compromise.  There  was  a 
general  belief  that  some  kind  of  arrangement  could  be  worked 
out  in  a  week  or  ten  days,  under  which  both  sides  could  make 
the  experiment  of  doing  their  share  to  restore  business  to  a 
more  nearly  normal  basis,  primarily  at  the  expense  of  the  car- 
riers, because  until  the  volume  increased  the  reductions  agreed 
to  by  them  would  result  in  reduced  revenues. 


Personal  Notes 


AGRICULTURAL  INQUIRY 

The    Traffic    World    Washington   Bureau 

Another  inquiry  into  at  least  one  phase  of  the  transporta- 
tion problem  is  to  be  begun  shortly  by  the  Joint  Congressional 
Commission  on  Agricultural  Inquiry  created  by  concurrent  reso- 
lution of  the  sixty-seventh  Congress.  The  inquiry  is  to  be  con- 
ducted by  Donald  D.  Conn,  of  Minneapolis,  who  is  known  to 
traffic  men  by  reason  of  his  connection  with  the  traffic  depart- 
ment of  the  Shevlin-Carpenter  lumber  interests  (See  Traffic 
World,  August  6,  p.  275).  Conn  is  to  head  a  division  of  trans- 
portation which  is  to  make  a  thorough  analysis  of  rate  and  car 
service  problems  as  they  affect  the  prices  of  commodities  which 
farmers  produce  and  utilize.  He  is  to  have  full  authority  of  the 
congressional  commission  to  take  whatever  steps  may  be  neces- 
sary fully  to  acquaint  the  joint  commission  with  all  the  facts 
incident  to  the  transportation  problem  as  he  may  decide  are 
pertinent  to  the  issues  before  it. 

The  joint  commission,  according  to  the  resolution  of  its 
creation,  is  to  investigate  and  report  to  Congress  on  the  fol- 
lowing subjects: 

1.  The  cause  of  the  present  condition  of  agriculture. 

2.  The  cause  of  the  difference  between  the  prices  of  agricultural 
products  paid  to  the  producer  and  the  ultimate  cost  paid  by  the  con- 
sumer. 

3.  The  comparative  condition  of  industries  other  than  agriculture. 

4.  The  relation  of  prices  of  commodities   other  than   agricultural 
products  to  such  products. 

5.  The  banking  and  financial  resources  and  credits  of  the  country, 
especially  as  affecting  agricultural  credit. 

6.  The  marketing  and  transportation  facilities  of  the  country. 

It  is  under  the  sixth  item  in  that  list  of  investigations  to 
be  made  that  the  division  of  transportation  will  make  its  in- 
quiry. It  is  the  purpose  of  Mr.  Conn  to  enlist  the  services  of 
such  traffic  men  as  H.  M.  Adams  of  the  Union  Pacific  and 
Gerrit  Fort  of  the  Boston  &  Maine  on  the  traffic  side  of  the 
question,  and  of  M.  J.  Gormley  and  W.  L.  Barnes  on  the  car 
service  side.  These  men,  of  course,  are  not  the  only  ones  that 
Conn  hopes  to  persuade  to  help  him,  but  they  are  mentioned 
as  typical  of  the  class  of  men  whose  efforts  as  volunteers  he 
hopes  to  enlist. 


FLINT   BELT   STOCK 

The  Flint  (Mich.)  Belt  Railroad  Company,  in  finance  docket 
No.  1498,  has  been  authorized  to  sell  for  cash  at  par  $1,000,000 
worth  of  capital  stock,  the  proceeds  to  be  used  in  constructing 
and  equipping  a  belt  line  around  Flint,  Mich.,  authority  to  con- 
*JJruct;  which  was  granted  by  the  Commission  in  finance  docket 


Clifford  Thome  announces  that  Fred  S.  Jackson,  of  Topeka, 
formerly  attorney-general  of  Kansas  and  a  former  member  of 
Congress  from  that  state,  has  become  associated  with  him  for 
the  general  practice  of  law  under  the  firm  name  of  Thome  and 
Jackson,  with  offices  in  Chicago.  T.  M.  Hanrahan  and  W.  R. 
Matheny  will  continue  to  be  associated  with  the  firm. 

W.  S.  Cornell  has  been  appointed  general  agent  of  the 
Louisiana  and  Arkansas  and  the  Mississippi  Central  at  Dallas. 
H.  R.  Whiting  has  been  appointed  general  agent  of  the  Louisiana 
and  Arkansas  at  Oklahoma  City,  and  A.  B.  Patten  general  agent 
at  Alexandria,  La.,  to  succeed  Mr.  Whiting. 

On  July  14  the  Los  Angeles  &  Salt  Lake  Railroad  Company 
became  a  part  of  the  Union  Pacific  System,  and  effective  August 
1,  consolidated  outside  agencies  were  created.  The  following 
is  a  complete  list  of  Union  Pacific  System  traffic  department 
agencies  as  of  that  date:  Aberdeen,  Wash.,  W.  J.  Leonard,  dis- 
trict freight  and  passenger  agent;  Astoria,  Ore.,  G.  W.  Roberts, 
district  freight  and  passenger  agent;  Atlanta,  Ga.,  W.  C.  Elgin, 
general  agent;  Bend,  Ore.,  F.  E.  Studebaker,  traveling  freight 
and  passenger  agent;  Birmingham,  Ala.,  J.  H.  Doughty,  general 
agent;  Boise,  Ida.,  Joel  'L.  Priest,  general  agent;  Boston,  Mass., 
Willard  Massey,  general  agent;  Butte,  Mont.,  Henry  Coulam, 
general  agent;  Cheyenne,  Wyo.,  C.  B.  Irwin,  general  agent, 
freight  department;  Chicago,  111.,  R.  B.  Robertson,  assistant 
freight  traffic  manager;  George  R.  Bierman,  general  agent, 
passenger  department;  Cincinnati,  Ohio,  W.  H.  Connor,  general 
agent;  Cleveland,  Ohio,  W.  H.  Benham,  general  agent;  Dallas, 
Tex.,  Julian  Nance,  general  agent;  Denver,  Colo.,  F.  B.  Choate, 
assistant  general  freight  agent,  U.  P.  R.  R.  Co.;  W.  K.  Cundiff, 
assistant  general  passenger  agent,  U.  P.  R.  R.  Co.;  Des  Moines; 
la.,  D.  M.  Shrenk,  general  agent;  Detroit,  Mich.,  A.  R.  Malcolm, 
general  agent;  Fresno,  Cal.,  T.  F.  Brosnahan,  general  agent; 
Kansas  City,  Mo.,  H.  G.  Kaill,  general  agent,  U.  P.  R.  R.  Co.; 
Wm.  T.  Price,  general  agent,  freight  department;  Seth  C. 
Rhodes,  general  agent,  passenger  department;  Leaven  worth, 
Kans.,  A.  E.  Marteny,  general  agent;  Lewiston,  Ida.,  E.  M.  Pey- 
ton, traveling  freight  and  passenger  agent;  Lincoln,  Neb.,  A. 
D.  Grant,  general  agent;  Long  Beach,  Cal.,  B.  M.  Scott,  dis- 
trict passenger  agent;  Los  Angeles,  Cal.,  E.  A.  Coons,  general 
agent,  freight  department;  J.  Cruickshank,  general  agent,  pas- 
senger department;  Milwaukee,  Wis.,  E.  G.  Clay,  general  agent; 
Minneapolis,  Minn.,  E.  H.  Hawley,  general  agent;  New  Orleans, 
La.,  D.  M.  Rea,  general  agent;  New  York,  N.  Y.,  J.  B.  DeFriest, 
general  agent;  Oakland,  Cal.,  James  Warrack,  general  agent; 
Ogden,  Utah.,  W.  H.  Chevers,  general  agent;  Omaha,  Neb.,  W. 
D.  Clifton,  general  agent,  freight  department;  A.  K.  Curts, 
city  passenger  agent;  Pasadena,  Cal.,  F.  H.  Adams,  general 
agent;  Philadelphia,  Pa.,  F.  L.  Feakins,  general  agent;  Pitts- 
burgh, Pa.,  John  D.  Carter,  general  agent;  Portland,  Ore.,  C.  H. 
Dexter,  general  agent,  freight  department;  L.  E.  Omer,  city 
passenger  agent;  Redlands,  Cal.,  W.  H.  Pettibone,  city  freight 
and  passenger  agent;  Riverside,  Cal.,  J.  H.  Burtner,  district 
freight  and  passenger  agent;  Sacramento,  Cal.,  C.  T.  Slauson, 
general  agent;  St.  Joseph,  Mo.,  S.  E.  Stohr,  general  freight  and 
passenger  agent,  St.  J.  &  G.  I.  Ry.  Co.;  St.  Louis,  Mo.,  J.  L. 
Carney,  general  agent;  Salt  Lake  City,  Utah,  E.  J.  Hanson, 
general  agent,  freight  department;  E.  A.  Shewe,  district  pas- 
senger agent;  San  Diego,  Cal.,  J.  P.  Thomas,  general  agent; 
San  Francisco,  Cal.,  John  L.  Amos,  assistant  traffic  manager; 
San  Pedro,  Cal.,  J.  V.  Carroll,  district  freight  and  passenger 
agent;  Santa  Ana,  Cal.,  C.  S.  Browne,  general  agent;  Santa 
Barbara,  Cal.,  L.  De  Witt,  district  freight  and  passenger  agent; 
Seattle,  Wash.,  W.  H.  Olin,  assistant  general  freight  and  pas- 
senger agent,  O.-W.  R.  R.  &  N.  C.  0.;  W.  S.  Elliott,  general  agent; 
Spokane,  Wash.,  W.  R.  Skey,  district  freight  and  passenger 
agent;  Tacoma,  Wash.,  Wm.  Carruthers,  district  freight  and 
passenger  agent;  Toronto,  Ont,  George  W.  Vaux,  general  agent; 
Vancouver,  Brit.  Col.,  Frank  S.  Elliott,  general  agent;  Walla 
Walla,  Wash.,  C.  F.  Van  de  Water,  district  freight  and  passenger 
agent;  Yakima,  Wash.,  H.  M.  West,  district  freight  and  passen- 
ger agent.  The  persons  named  represent  both  the  freight  and 
passenger  traffic  departments  except  as  otherwise  indicated  by 
title. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Stark  County  (Ohio)  Traffic  Club  will  have  a  picnic  at 
Meyer's  Lake  Park,  Canton,  September  1. 


At  the  meeting  of  the  University  of  California  Traffic  As- 
sociation, August  9,  at  the  San  Francisco  Chamber  of  Commerce 
assembly  hall,  G.  H.  Baker,  attorney,  discussed  the  intermoun- 
tain  rate  case,  and  A.  P.  Hammond,  Pacific  coast  manager  of 
the  Luckenbach  Steamship  Company,  spoke  on  the  steamship 
situation  on  the  Pacific  coast. 
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GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 
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MAINTENANCE  UNDER  SECTION  209 

The   Traffic    World    Washington   Bureau 

No  allowance  is  to  be  made  in  the  settlement  of  mainte- 
nance accounts  of  railroads  for  the  guaranty  period  following 
federal  control,  for  the  difference  in  the  cost  of  labor  used  on 
maintenance  work  in  the  test  period  and  the  cost  of  labor  used 
in  the  guaranty  period.  Wages  only,  and  not  the  amount  of 
product  resulting  from  the  expenditure  of  wages,  will  be  con- 
sidered in  stating  the  maintenance  accounts.  "Wages"  and 
"cost"  of  labor  will  be  considered  by  the  Interstate  Commerce 
Commission  as  being  synonymous  terms,  when  it  states  the 
amounts  accruing  to  the  railroads  in  the  period  of  guaranty, 
which  is  composed  of  the  six  months  immediately  following  the 
return  of  the  railroads  to  their  owners. 

That  is  the  substance  of  the  Commission's  report  on  finance 
docket  No.  Ii76,  "Maintenance  Expenses  Under  "Section  209,"  a 
printed  pamphlet  of  58  pages. 

The  Commission  divided,  seven  to  three,  one  not  voting. 
Those  favoring  the  disallowance  of  claims  based  on  the  differ- 
ence in  the  cost  of  labor  in  the  periods  under  comparison  are: 
Clark,  McChord,  Meyer,  Aitchison,  Eastman,  Esch,  and  Lewis. 
Those  favoring  an  allowance  on  account  of  the  difference  in 
cost  and  denying  that  cost  and  wages  or  price  are  synonymous, 
are:  Daniels,  Potter,  and  Campbell.  Not  voting:  Hall,  who  was 
not  present  when  important  phases  of  the  case  were  discussed. 
The  opinion  of  the  Commission  was  not  attributed  to  any  Com- 
missioner. Concurring  views  were  written  by  Commissioners 
Meyer  and  Lewis  and  dissenting  opinions  by  Daniels,  Potter 
and  Campbell. 

Adhesion  of  Commissioner  Lewis  to  the  report  of  the  ma- 
jority was  procured  by  the  inclusion  therein  of  a  paragraph 
declaring  that  if  the  changes  in  working  conditions  made  by 
the  national  agreements,  etc.,  in  effect,  caused  an  increase  in 
wages  and  the  amount  of  the  increase  can  be  shown  by  satis- 
factory evidence,  there  is  nothing  in  the  report  which  would 
preclude  an  allowance  accordingly.  In  his  concurring  opinion 
Commissioner  Lewis  said:  "I  concur  in  the  majority  report  on 
the  insertion  of  the  following  paragraph  in  the  majority  report: 
'If,  however,  any  of  these  changes  in  working  conditions  in 
effect  caused  an  increase  in  wages,  and  the  amount  of  the  in- 
crease can  be  shown,  by  testimony  or  satisfactory  evidence, 
there  is  nothing  in  the  majority  report  which  would  preclude  an 
allowance  accordingly.' "  The  Lewis  condition  was  complied 
with  by  the  majority,  almost  verbatim. 

In  a  summary   of  its  conclusions   the   Commission   said: 

1.  In   fixing   the  maximum   amount   to   be   included   in   operating 
expenses  for  maintenance  under  the   guaranty   of  section   206   of  the 
transportation  act,  1920,  the  Commission  will,  in  applying  the  rule  set 
forth  in  the  proviso  of  paragraph   (a)   of  section  5  of  the   "standard 
contract"    between   the   United   States   and   the    carriers,    use   as   the 
basic  measure  the  expenditure  for  maintenance  during  an  average  six 
months  of  the  test  period,  adjusted  to  differences  in  the  cost  of  labor 

and  materials  and  in  the  amount  and  use  of  the  property  in  accord- 
ance with  the  provisions  of  paragraph  (c).  Held,  that  differences  in 
the  "cost  of  labor,"  as  those  words  are  used  in  said  paragraph  (c),  do 
not  include  changes  in  the  quality  or  effectiveness  of  labor  but  only 
changes  in  wages. 

2.  In  fixing  the  maximum  amount  to  be  included  in  operating  ex- 
penses  for   maintenance    under    said   guaranty,    the    Commission    will 
compute    charges    representing    depreciations    and    retirements    upon 
the  same  bases  as  those  which  were  used  during  an  avrage  six  months 
of  the  test  period. 

By  this  opinion  the  Commission  struck  down  the  claims  of 
the  railroads  based  on  the  so-called  inefficiency  of  labor,  not 
only  in  the  period  of  the  guaranty  but  also  in  the  period  of 
federal  control.  The  guaranty  period  maintenance  accounts 
were  the  only  ones  before  the  Commission  for  consideration. 
However,  it  gave  a  meaning  to  the  words  "cost  of  labor,"  con- 
tained in  paragraph  (a)  of  section  5  of  the  "standard  contract" 
made  by  the  Director-General  with  many  railroads,  which  will 
control  it,  if  and  when  controversies  as  to  the  meaning  of  that 
contract  come  before  it  for  determination,  as  provided  by  law. 

How  much  these  claims  amount  to  nobobdy  has  pretended 
accurately  or  fully  to  state.  In  one  place  in  the  report  of  the 
Commission  there  is  a  reference  to  the  claims  amounting  to 
"nearly  a  billion"  during  federal  control.  In  another  place  the 
report  leaves  the  impression  that  the  amount  of  such  claims 
involved  in  the  accounts  arising  during  the  guaranty  period  is 
only  about  $10,000,000. 

Construed  by  the  average  man  the  opinion  of  the  Commis- 
sion, it  is  believed,  will  be  taken  as  a  repudiation,  by  the  Com- 
mission, of  a  contention  by  the  railroads  that  in  the  thirty- 
two  months  of  federal  control  and  guaranty  labor  produced 
less  than  in  the  test  period;  or  that  it  slacked  and  was  other- 
wise inefficient,  and  said  that  no  allowance  should  be  made  to 
the  carriers  to  cover  the  lack  in  upkeep  spent  by  the  govern- 
ment in  those  thirty-two  months. 

The  net  effect,  it  is  believed,  will  be  the  denial,  for  the 
time  being  at  least,  of  hundreds  of  millions  claimed  by  the  rail- 
roads because  the  men  employed  during  those  periods  turned 
out  less  work,  in  a  given  unit  of  time,  than  those  who  were 
employed  while  the  railroads  were  under  the  control  of  their 
owners.  A  further  belief  is  that  the  railroads  will  permanently 
nave  to  abandon  their  claims  for  an  allowance  to  cover  the  dif- 


ference in  output,  because,  to  test  the  question  in  the  courts 
probably  would  be  long  and  expensive.  While  it  was  being 
tested  in  the  courts,  they  would  be  without  the  money  they  so 
much  need. 

Commissioner  Potter,  in  his  dissenting  report,  gave  many 
of  the  chief  facts  of  a  case  not  yet  reported,  about  the  negotia- 
tions between  the  Baltimore  &  Ohio  and  the  Commission's 
bureau  of  finance.  Chief  among  the  facts  stated  by  him  is  that 
the  B.  &  O.,  in  the  interest  of  prompt  settlement  of  its  claims 
is  now  willing  to  accept  about  $9,000,000  less  than  it  has  urged 
it  was  entitled  to  receive.  That  is  to  say,  that  railroad  is  so 
hard  pressed  for  money  that  it  is  willing  to  "throw  off,"  as  (he 
homely  phrase  has  it,  $9,000,000  as  an  inducement  to  the  gov- 
ernment to  make  prompt  settlement,  instead  of  running  the 
risk  of  going  to  court  about  that  amount  of  money  and  having 
the  court  agree  with  what  the  majority  of  the  Commission  de- 
cided in  this  case. 

That  phrase,  "inefficiency  of  labor,"  caused  Commissioners 
Daniels  and  Potter  to  show  considerable  heat  in  their  dissent- 
ing opinions.  They  said  the  phrase  had  no  place  in  the  case; 
that  the  railroads  never  contended  that  labor  had  "slacked"  or 
was  derelict  in  the  performance  of  its  duties;  and  that  the 
phrase  was  first  used,  not  in  exactly  that  form,  by  Director- 
General  Hines  in  his  discussion  of  the  matter.  Hines  used  the 
words  "efficiency  of  labor,"  from  which,  apparently,  grew  the 
term  "inefficiency  of  labor,"  which  has  been  obnoxious  to  the 
labor  unions  and  their  leaders. 

Commissioners  Potter  and  Daniels  pointed  out  that  it  was 
not  a  question  of  efficiency,  but  merely  a  question  of  the  quan- 
tum of  the  maintenance  put  on  the  railroads  during  federal 
control  by  the  government;  or  the  "quantum  of  maintenance 
the  railroad  companies  put  on  their  properties  in  the  guaranty 
period,  because,  in  those  six  months,  they  had  to  observe  the 
national  agreements  and  obey  the  working  condition  rules,  just 
as  if  the  government  were  still  in  control  of  the  railroad  prop- 
erty. 

The  three  dissenting  commissioners  intimated  that  it  was 
foolish  to  contend  that  the  words,  "cost  of  labor,"  as  used  in 
the  standard  contract,  the  terms  of  which  are  to  be  applied  by 
the  Commission  to  the  guaranty  period  in  computing  the  amount 
the  government  owes  the  railroads  that  accepted  the  guaranty, 
meant  only  a  comparison  of  wages  paid,  with  the  wages  in  the 
guaranty  period,  equated  to  the  basis  of  the  test  period.  They 
pointed  out  that,  in  making  allowances  for  the  differences  in 
the  cost  of  materials,  the  Railroad  Administration  and  the 
majority  had  to  make  allowance  for  the  so-called  inefficiency 
of  labor,  because  the  cost  of  materials,  as  shown  by  the  expense 
bills,  has  been  accepted  without  question. 

Commissioner  Daniels  pointed  out  that  the  rule  laid  down 
by  the  Commission  is  one  that  will  not  work  both  ways.  He 
asked  if  it  was  contended  that  the  government  would  have  to 
pay,  dollar  for  dollar,  if  it  could  show  that  it  had  produced  a 
larger  amount  of  maintenance  work,  in  the  period  of  federal 
control,  than  the  railroads  themselves  had  been  able  to  procure 
in  the  test  period  for  the  same  number  of  dollars. 

Commissioner  Meyer,  in  his  concurring  opinion,  went  to  his 
personal  papers  to  show  that  the  words  were  not  intended  to 
cover  so-called  inefficiency  of  labor,  by  telling  what  he  had  done 
in  helping  frame  the  standard  contract.  He  also  referred  to 
the  original  draft  of  the  contract  prepared  by  Alfred  P.  Thorn, 
but  said  he  would  not  refer  to  the  marginal  notes,  inserts  and 
eliminations  from  the  draft  further  than  to  say  they  all  pointed 
in  one  direction — that  nothing  was  done  in  the  joint  conferences 
on  the  contract  in  contravention  if  the  views  expressed  regard- 
ing maintenance  "in  my  memorandum  to  the  Director-General," 
a  copy  of  which  he  put  into  his  opinion. 

The  three  dissenters  discussed  the  subject  from  the  point 
of  view  of  lawyers.  Mr.  Daniels  said  that  the  fundamental, 
paramount  and  all-embracing  rule  to  be  applied  was  to  ascertain 
and  give  effect  to  the  intention  of  the  legislative  body;  and 
that  in  construing  a  remedial  statute  such  as  this,  it  is  to  be 
assumed  that  the  legislative  body  intended  to  enact  only  what 
is  reasonable  and  just,  and  consequently  such  a  statute  should 
be  construed  so  that  absurdity,  hardship  and  injustice  would  be 
avoided. 

Commissioner  Campbell  laid  down  the  still  simpler  rule  of 
construction: 

"If  the  words  of  an  instrument  are  plain  and  unambiguous, 
as  in  this  case,  resort  may  not  be  had  to  extraneous  facts  in 
order  to  ascertain  the  intent  of  the  parties  thereto.  The  words 
themselves  in  such  cases  declare  the  intention  of  the  parties. 
What  does  the  word  'cost'  embrace?  According  to  the  opinion 
of  -the  majority  herein  it  is  synonymous  with  'price,'  which,  it 
seems  to  me,  is  placing  upon  it  an  altogether  too  narrow  a  con- 
struction. The  phrase  'cost  of  labor,"  according  to  its  natural, 
plain  and  obvious  meaning,  includes  more  than  merely  'changes 
in  wages.'  It  means  the  results  obtained  by  labor — what  it  ii 
necessary  to  pay  to  accomplish  a  certain  result.  Section  !>. 
paragraph  (c)  of  the  standard  contract  provides: 

(c)     In  comparing  the  amounts  expended  and  charged   under  the 
provisions    of    paragraphs     (a)     and     (b)     of    this    seection    with    t 
amounts  expended  and  charged  during  the  test  period,  due  allowance* 
shall  he  made  for  any  difference  that   may  exist  between   thcj  COS! 
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Railroad  Accounting  Service 

Valuations- 
Cost  Statistics 

Systems  for  Accounting  Office* 


A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 
By  Appointment— Special  Accountants,  America*  Short  Lint  Railroad  Atrn 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 


General  Offices:  23  Bridge  Street,  New  York 

1.  Kirn.ippel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


Chicago  Agent:  M.  E^Kienappel,  142  So.  Clark  St. 
delphia 


FOR  SALE 

100  Ail-Steel  Tank  Cars 

8,000  Gallons  Capacity 
50  Ton  Trucks 

Cars  Now  In  Service  and  In  First  Class 
Condition 

Price  $1,500       Subject  Prior  Sale 
PRINCIPALS  ONLY 

Address  O.  R.  M.  377 
Care  TRAFFIC  WORLD,   418  So.  Market  St.,  Chicago 


Pacific — Caribbean — 
Gulf  Line 

(Swayn*  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
GALVESTON 

and 

San  Francisco,  Los  Angeles  Harbor, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  LAKE  HECTOR,  Sailed 

S.S.   IRIS  Sailing  from  Galveston  August  24th 

Sailing  from  New  Orleans  September  2nd 
S.S.  ELDORADO,  Sailing  from  New  Orleans  September  25th 

Rates  quot.a1,  b«.kinf i  and  other  information  furnished  open  application 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

Galreston,  Texas      Texas  City        New  York  City        San  Francisco,  Calif. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


No  Waiting  No  Writing  No  Telephone*  No  Tariff. 

"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc..  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  3*8  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Tru.t  Bldg. 
DETROIT,  MICH.,  506  Carrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Munsey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 
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labor  and  materials  and  between  the  amount  of  property  taken  over 
and  the  average  for  the  test  period,  and,  as  to  paragraph  (a),  for  any 
difference  in  use  between  that  of  the  test  period  and  during  federal 
control  which  in  the  opinion  of  the  Commission  is  substantial  enough 
to  be  considered,  so  that  the  results  shall  be,  as  nearly  as  practicable, 
the  same  relative  amount,  character  and  durability  of  physical 
reparation. 

"Thus  the  cost  of  labor  and  the  cost  of  material  at  different 
periods  are  to  be  compared.  A  comparison  of  costs  of  labor 
without  having  a  unit  of  labor  to  deal  with  is  impossible.  The 
unit  must  be  measurable  and  the  result  obtained  is  the  standard 
by  which  a  unit  is  to  be  measured.  In  other  words,  the  carriers 
are  entitled  to  be  paid  for  maintenance  in  place." 

Commissioner  Potter,  in  his  dissent,  said  the  majority  re- 
port deprived  the  carriers  of  an  allowance  which  the  law  re- 
quired. If  construed,  as  he  said  he  feared  it  would  be  con- 
strued, that  no  allowances  will  be  made  for  any  differences 
that  may  exist  between  the  cost  of  labor  in  the  two  periods 
under  comparison,  "the  decision  of  the  majority  violates  the 
law." 

It  is  possible  the  decision  will  be  taken  to  the  courts  in 
an  effort  to  obtain  a  judicial  determination  as  to  the  meaning 
of  the  paragraph  in  the  standard  contract  which  is  to  govern 
the  Commission  in  settling  accounts  for  the  guaranty  period. 
If  that  could  be  done,  it  would  afford  a  method  for  obtaining 
a  judicial  decision  without  indefinitely  holding  up  the  payment 
of  money  which  the  carriers  so  much  need.  They  could  accept 
payments  made  in  accordance  with  the  decision  of  the  Com- 
mission, subject  to  the  decision  as  to  the  meaning  of  the  lan- 
guage. 


RAILROAD  VALUATIONS 

The  Commission  has  announced  valuation  reports  on  the 
Roscoe  Snyder  &  Pacific  Railway  as  of  June  30,  1916;  the  Mun- 
cie  Belt  as  of  June  30,  1915;  the  Clarendon  &  Pittsford  Railroad 
as  of  June  30,  1917;  and  the  Kankakee  &  Seneca  Railroad  as  of 
June  30,  1915. 

The  final  value  of  the  Roscoe  Snyder  &  Pacific  is  stated  at 
$558,394;  reproduction  new,  $619,691,  and  reproduction,  less  de- 
preciation, $463,362. 

The  final  value  of  the  Muncie  Belt  is  stated  as  $62,654; 
reproduction  new,  $78,190,  and  reproduction  less  depreciation, 
$49,548. 

The  Clarendon  &  Pittsford  final  value  as  $490,000;  reproduc- 
tion new  $594,588;  reproduction  less  depreciation,  $448,924.  The 
Commission  was  able  to  find  the  original  cost  to  date  of  that 
railroad  and  stated  it  as  having  been  $379,444. 

The  final  value  of  the  Kankakee  &  Seneca  is  stated  as  $800,- 
000;  reproduction  new,  $975,359;  and  reproduction  less  depre- 
ciation, $720,407. 

The  Commission,  August  8,  made  public  its  valuation  report  on 
the  Bangor  &  Aroostook,  Northern  Maine  Seaport  Railroad  Co. 
and  Van  Buren  Bridge  Co.  It  stated  the  final  value  of  the  prop- 
erty as  of  June  30,  1916,  of  the  Bangor  &  Aroostook  to  be  $25,- 
350,084,  including  both  owned  and  leased  property.  The  wholly 
owned  and  used  property  it  stated  to  be  worth  $21,500,000. 

The  cost  of  reproduction  new  of  the  total  property  owned 
was  stated  to  be  $29,352,360  and  cost  of  reproduction  less  depreci- 
ation $22,776,334. 

The  original  cost  of  the  property  to  date  the  Commission 
stated  to  be  $18,846,349. 

As  to  the  Northern  Maine  Seaport,  commonly  called  the  Sea- 
port Railroad,  the  Commission  stated  the  final  value  to  be  $3,850,- 
000;  cost  of  reproduction  new  $4,655,574  and  cost  of  reproduction, 
less  depreciation,  $3,639,413.  The  original  cost  to  date,  the  Com- 
mission said,  could  not  be  ascertained,  but  that  the  outlay  in  con- 
structing, equipping  and  improving  the  property  to  be  $4,774,986. 
As  to  the  Van  Buren  Bridge  Co.,  the  Commission  stated  the 
final  value  to  be  $77,500;  cost  of  reproduction  new  $77,869,  and 
cost  of  reproduction,  less  depreciation,  $76,357. 


CAR  SERVICE  ORGANIZATION 

M.  J.  Gormley,  the  new  chairman  of  the  Car  Service  Divi- 
sion of  the  A.  R.  A.,  has  announced  the  following  plan  ot 
organization  of  the  Car  Service  Division; 

Chairman  M.  J.  Gormley  will  be  the  point  of  contact  between  the 
Car  Service  Division  and  the  Interstate  Commerce  Commission  on  all 
details  relating  to  car  service  matters.  Will  have  general  supervision 
over  the  Car  Service  Division  and  preside  at  its  conferences  and  will 
report  to  the  president,  American  Railway  Association. 

Car  Service  Managers— W.  C.  Kendall,  A.  G.  Gutheim,  WL  J.  Mc- 
Garry.  L.  M.  Betts. 

Refrigerator  Department — J.  J.  Pelley,  manager,  refrigerator  de- 
partment, Manhattan  Bldg.,  Chicago,  111. 

Troop  Movement  Department — C.  P.  Stewart,  manager,  Munitions 
Bldg.,  Washington,  D.  C. 

Secretary — C.  A.  Buch. 

The  managers  are  of  equal  rank,  territorially  representative.  Each 
manager  will  supervise  an  assigned  portion  of  the  work  of  the 
division  as  hereinafter  provided,  except  as  it  may  be  changed  from 
time  to  time  by  the  chairman  as  the  necessities  may  require. 

The  work  of  the  division  will  be  subject  to  direction  by  the  review 
the  division  as  a  whole,  and  the  view  of  a  majority  of  the  entire 

S£n  vvi"  l?e  conclusive  and  binding  on  any  subject. 

r .  n  3ivja'9n  will  hold  regular  conferences  at  Washington  weekly 
I  pi  chairman,  and  special  conferences  as  may  be  necessary  at 
others  times  or  places. 


AH  orders  and  circulars  will  be  issued  in  the  name  of  the  Car 
Service  Division.  Correspondence  from  the  division  will  be  signed  in 
the  name  of  the  Car  Service  Division.  All  correspondence  should  be 
addressed  to  the  Car  Service  Division. 

District  Organization — The  manager  of  the  Refrigerator  Car  Re- 
partment  at  Chicago  will  also  act  as  district  manager  of  the  Car 
Service  Division.  When  necessary  in  the  judgment  of  the  Car  Service 
Division  and  when  approved  by  the  board  of  directors,  district  man- 
agers will  be  created  at  other  important  traffic  centers  with  a  man- 
ager in  charge,  who,  in  a  general  way,  will  act  as  agent  for  the  Car 
Service  Division  for  the  purpose  of  handling  the  functions  of  the 
division  between  the  railroads  in  the  individual  district  to  which 
assigned. 

The  work  of  the  division  is  divided  and  assigned  to  individual 
managers  as  follows: 

Wl  C.  Kendall,  manager,  Railroad  Relations  Section — All  questions 
relating  to  car  service  and  per  diem  rules.  Analyze  reports  and  sta- 
tisticse  other  than  such  as  relate  exclusively  to  the  work  of  oth.-r 
managers.  Supervise  the  work  of  the  local  committees  on  car  service 
district  managers  and  inspection  force,  and  co-operate  with  • 
managers  where  special  investigation  by  inspection  foree  is  reqiured 
Supervise  the  placement,  modification,  cancellation  and  diwti •ilmlion 
of  embargoes. 

A.  G.  Gutheim,  manager.  Public  Relations  Section — Relations  be- 
tween the  Car  Service  Division  and  governmental  departments  (other 
than  the  Interstate  Commerce  Commission)  and  state,  county  and 
municipal  authorities.  Will,  in  conjunction  with  the  manager  handling 
the  particular  question  concerned,  make  a  special  study  from  time  to 
time  of  such  subjects  as  may  require  special  attention,  sucli  as  the 
coal  movement,  the  grain  movement,  and  the  movement  of  any  other 
of  the  important  seasonal  commodities. 

L,.  M.  Betts,  manager,  Closed  Car  Section — Supervise  the  location, 
relocation  and  distribution  of  closed  cars,  including  box,  automobile 
furniture,  ventilated  and  stock  cars. 

W.  J.  McGarry,  manager,  Open  Car  Section — Supervise  the  loca- 
tion, relocation  and  distribution  of  open  cars,  including  coal  hopper 
mill  type  and  flat  cars. 

J.  J.  Pelley,  manager,  Refrigerator  Department — Supervise  the 
location,  relocation  and  distribution  of  refrigerator  cars. 

C.  F.  Stewart,  manager.  Troop  Movement  Department — Supervise 
all  matters  connected  with  the  movement  of  troops. 

C.  A.  Buch,  Secretary — Responsible  for  general  office  organization. 
Prepare  dockets  for  all  regular  and  special  meetings  and  keep  a  record 
of  the  minutes  thereof.  Preparation  of  payrolls,  purchase  and  dis- 
tribution of  office  supplies,  checking  and  vouchering  bills  and  trav- 
eling expense  accounts,  distribution  of  all  regular  or  special  reports- 
management  and  custody  of  all  office  flies  and  records:  regulation  of 
mail,  telegraph,  telephone  and  express  service;  supervision  of  watch- 
men, janitors,  elevator  men,  and  similar  employes;  and  for  all  other 
miscellaneous  duties  which  may  not  be  otherwise  assigned. 

OWNERSHIP  AND  RIGHT  TO  INSPECT 

R.  Gumming,  secretary  of  the  American  Fruit  and  Vegetable 
Shippers'  Association,  has  sent  to  members  the  following  bul- 
letin: 

"A  recent  case  has  been  called  to  our  attention  which  we  be- 
lieve will  be  of  particular  interest  to  members  making  shipments 
to  Canada.  It  involves  the  question  of  ownership  in  goods  in  an 
f.  o.  b.  sale  and  the  consignee's  right  to  inspect  them  before 
payment  has  been  made.  The  facts  are  as  follows: 

"Brace  McKay  &  Co.  of  Summerside,  P.  E.  I.,  shipped  a  car 
of  potatoes  f.  o.  b.  Summerside  to  Mile-End  Station,  Montreal, 
on  the  order  of  William  Schmidt  &  Co.,  trading  as  the  St.  Louis 
Grain  &  Feed  Company.  The  shippers  took  the  bill  of  lading  in 
their  own  name,  endorsed  it  to  their  banker,  and  attached  a 
sight  draft,  instructing  the  bank  to  deliver  bill  of  lading  on  ac- 
ceptance of  the  draft. 

"The  potatoes  reached  Montreal  on  July  4,  1917,  but  Schmidt 
&  Co.  refused  to  accept  the  goods  because  the  shipper  declined 
to  allow  the  potatoes  to  be  examined  before  payment  of  the 
draft.  The  shipper  sued  for  the  value  of  the  potatoes  and  the 
trial  court  dismissed  the  action,  holding  that  the  contract  called 
for  and  the  shipper  intended  to  make  delivery  of  the  potatoes  in 
Montreal,  that  the  effect  of  the  bill  of  lading  was  to  reserve 
ownership  of  the  goods  in  the  shipper  and  that  there  was  no 
delivery  of  the  goods  to  the  consignee.  The  case  was  appealed 
from  the  Superior  Court  to  the  Court  of  Appeals.  Mr.  Justice 
Greenschields,  who  delivered  the  opinion  of  the  court,  re- 
versed the  decision.  He  held  that  from  and  after  the  loading  of 
the  car  the  potatoes  were  handled  at  the  risk  of  the  buyer.  The 
seller  had  fulfilled  his  contract.  There  was  something  that  the 
buyer  had  to  do,  however.  He  had  contracted  to  pay  cash  for 
the  goods,  and  the  shipper  was  well  within  his  rights  in  taking 
all  the  steps  necessary  to  secure  the  fulfillment  by  the  buyer 
of  what  he  had  contracted  to  do.  The  court  stated: 

m  If-,a  Ir"er9hant  or  dealer  sees  fit  to  buy  goods  at  a  distance  of 
800  miles  and  stipulates  in  the  contract  that  he  buys  them  fob 
point  of  shipment,  and  agrees  to  pay  cash,  or  cash  against  documents 
then  he  must  do  one  of  two  things — inspect  them  before  they 
shipped  or  pay  for  them  without  inspection,  if  inspection  necessitates 
the  physical  possession  by  him  of  the  goods. 

"In  the  present  case  no  suggestion  is  made  that  the  potatoes 
were  not  all  that  the  contract  called  for.  The  only  reason  for  re- 
fusal is  that  inspection  was  refused." 


REPEAL  OF   SECTION    15-A 

Representative  Johnson  of  Mississippi,  August  8,  introduced 
a  bill  (H.  R.  No.  8103)  which  proposes  the  repeal  of  section  15-A 
of  the  transportation  act  of  1920,  thus  increasing  by  one  the 
number  of  such  bills  already  pending  before  Congress. 


CHANGE   IN    DOCKET 

Hearing  in  financ.e  docket  1165,  application  of  the  New  York 
Central  for  a  certificate  of  public  convenience  and  necessity, 
assigned  for  August  4  at  Washington,  before  Pireelor  Colston, 
was  reassigned  for  August  13. 
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Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  •hipping*?—  to  reap 
•reater  benefit   from  the  iijterntute  commerce  rulings ?  —  to 
Imndlo  more  advantageously  the  problems  that  rome  up  in 
djBMStU  anil  foreign  Irallic?      Then  InTntigaU  the  LaSalle  Problem 
M.'th.Hl  of  humc-Btudy  in  Interstate  Commerce  mnd  Indoitrial  arid 


Hallway  Traffic  Management.    Find  out  how  thin  course'  can  aiilat 
you  to  betUr  knowledge  of  trufllc  management   by  giving  you 
the  experience  of  more  than  70  of  America'!  well  known  author- 
ities and   traffle   executives.     Write    for  catalog   and 
low  coHt  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  89S-TA      CHICAGO,  ILLINOIS 

'I  ft r  l.argttt  Butittei*  Training  Inilitittion  in  tin  H'nrl.l 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General   Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.    OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


FOREIGN 

DO  YOU  EXPORT? 


TRADE 

DO  YOU  IMPORT? 


If  so,  let  ua  figure  yourl  aid -down  cost.     If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

A  „!„,    C.n      .«   P«~,  ,     A.  C.  SHERRARD,  Manager 

Aetna  Service  lompany,  s,,.,,,.^  A,.m,.  c-u.iom,  B,Jt..,,  F.r..,di,,f  A,,,,I. 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boiton       Philadelphia        Baltimore        Now  Orleana       Seattle       San  Franeixe 


Camphuis  &  Company.  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization    on    the    Mexican   Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 

OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


Merchandise 

STORAGE: 
DISTRI  BUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &,  Transfer  Go. 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER,  NEW  YORK 

General  Storage  Carload  Distribution 

Member!  American  Warehousemen's  Association  and  American  Chain  of  Warehouse! 

B.  R.  &  P.  WAREHOUSE,  Inc. 

EL  PASO, TEXAS 

GENERAL  STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Sptce  —  Fireproof  —  Bonded  —  $200,800  Capital 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


HIGH  RATES  HURTING  BUSINESS 

Editor  The  Traffic  World: 

In  the  Open  Forum  of  August  6  Mr.  B.  Scrivener  says:  "The 
railroads  realize  that  high  rates  are  possibly  retarding  the  move- 
ment of  certain  commodities,  but  say  they  cannot  consistently 
recommend  reductions  unless  reasonable,  assurance  is  given  that 
doing  so  will  start  a  demand  for  a  particular  commodity  and  in- 
cidentally increase  their  revenue."  . 

What  has  become  of  that  rather  large  contingent  of  owners 
of  railroad  securities,  railway  managers,  etc.,  who  were  so 
vociferous  in  their  statements  recently  that  if  they  were  al- 
lowed to  reduce  wages,  the  public  would  be  given  reduced  rates? 
It  was  my  personal  opinion  that  when  the  railroads  were  given 
the  35  per  cent  horizontal  increase  of  August  26,  1920,  the  public 
would  never  get  rates  down  again  until  in  some  way  the  rail- 
roads were  forced  to  reduce  them.  I  am  absolutely  sure  that 
if  the  railroads  would  try  the  experiment  of  reducing  lumber 
rates  to  the  pre-August  26,  1920,  basis,  the  volume  of  business 
in  that  line  would  be  immediately  enhanced.  The  lower  grades 
of  lumber,  which  were  formerly  freely  shipped  from  this  state, 
cannot  now  be  marketed  in  the  North,  because  the  freight  rate 
is  about  three  times  as  much  as  low-grade  gum,  oak  and  pine 
box  lumber  is  worth  f.  o.  b.  the  cars  at  southern  mills.  We  had 
a  letter  from  a  customer  this  morning  stating  that  if  we  wanted 
to  ship  No.  2  common  oak  to  St.  Louis  we  would  have  to  prepay 
the  freight.  No.  2  common  oak  is  worth  about  $8  per  M.  at 
the  mills.  The  freight  to  St.  Louis  is  $14.50  per  M.  board  meas- 
ure, and,  presumably,  the  customer  could  not  afford  to  invest 
so  much  money  in  the  freight.  A  still  lower  grade,  No.  3  com- 
mon, for  which  there  was  formerly  a  good  market,  when  the 
freight  rate  to  St.  Louis  was  19  cents  instead  of  32%  cents,  as 
at  present,  there  is  no  market  for  at  all,  and  it  is  of  no  value 
therefore,  owing  to  the  high  rate  barrier. 

These  are  actual  conditions.  Owing  to  the  fact  that  they 
cannot  market  their  low  grades  on  account  of  high  freight  rates, 
considerably  over  fifty  per  cent  of  the  smaller  mills,  manufac- 
turing both  pine  and  hardwoods  in  the  South,  have  quit.  The 
railroads  will  feel  this  curtailment  later  on,  as  stocks  are  being 
rapidly  depleted,  and  there  will  be  no  dry"  stock  to  draw  from 
when  pressure  of  demand  appears. 

Perhaps  the  Disque  rate  doctrine  does  not  fit  the  lumber 
industry.  Neither  it  nor  any  other  scheme  whereby  rates  may 
be  promptly  reduced  fits  into  the  railroad  plans.  Nearly  one- 
fifth  of  the  freight  cars  of  the  country  are  either  standing  still 
or  moving  about  as  empties.  The  problem  is  to  fill  them,  and 
get  them  to  working.  The  first  advance  the  railroads  got,  about 
25  per  cent,  or  approximately  6  cents  per  cwt.,  on  lumber  was 
the  "inch."  The  35-cent  horizontal  increase  of  August  26,  1920, 
was  the  "ell."  The  roads  are  not  going  to  surrender  any  part 
of  the  advantage  they  have  gained  in  rates  until  they  get  such 
an  economic  jolt  that  the  owners  will  be  forced  back  to  their 
senses.  My  firm  belief  is  that  the  one  obstacle  to  a  complete 
return  to  prosperity  is  the  excessive  railroad  rates.  The  coun- 
try is  still  staggering  under  the  financial  burden  of  excessive 
freights.  Few  people  seem  to  comprehend  that  the  last  heavy 
advance  took  place  during  a  period  of  severe  financial  depres- 
sion and  deflation  of  values.  Railroad  wages  and  salaries  have 
come  down.  Why  should  not  the  railroads  tote  fair  with  the 
public  and  surrender  at  least  this  much  of  the  "ell"? 

W.  A.  Anderson, 
Shreveport  Lumber  Co. 

Shreveport,  La.,  Aug.  9,  1921. 


WHY  A  MERCHANT  MARINE? 

Editor  The  Traffic  World: 

Why  a  merchant  marine?  To  teach  and  show  the  world 
that  we  are  Americans. 

Is  there  anything  sacred  in  the  doctrine  of  an  American 
merchant  marine,  or  any  lack  of  patriotism  in  being  opposed  to 
such  an  institution  as  an  economic  extravagance?  No  to  part  1, 
of  this  question,  and  Yes  to  part  2. 

Is  John  Smith,  who  knows  and  cares  nothing  about  the 
shipping  business,  willing  to  be  taxed,  in  order  that  Bill  Jones' 
goods  may  be  carried  in  American  rather  than  foreign  bottoms? 
Yes,  absolutely.  He  should  bear  his  share. 

If  he  ought  to  care,  why  ought  he?  As  an  American,  it 
means  considerable  in  the  development  of  our  country. 

If  an  American  merchant  marine  cannot  be  maintained  with- 
out taxation  of  the  public— in  other  words,  if  it  can  only  be  main- 


tained and  operated  at  a  loss — why  not  let  foreign  ships  have 
the  business?  To  have  foreign  ships  carry  our  business,  we 
might  as  well  shut  down  all  Our  industries  and  let  our  foreign 
friends  supply  all  our  manufactured  goods,  etc. 

You  state  the  principal  reasons  why  American  ships  cannot 
compete  is  the  La  Follette  seamen's  law.  This  is  some  handicap, 
but  not  all.  There  have  also  been  other  reasons. 

Regarding  subsidy,  etc.  Apply  the  Jones  shipping  act,  and 
a  discriminating  duty  of  10  per  cent  ad  valorem,  in  addition  to 
the  duties  imposed  by  law,  on  all  goods  which  shall  be  imported 
into  the  United  States  in  foreign  bottoms. 

Can  American  steamship  lines  support  themselves  just  as 
well  as  the  railroads?  Yes,  if  they  are  given  an  equal  show 
with  what  the  railroads  have  been  given. 

There  are  foreign  boats  that  can  and  will  carry  our  com- 
merce. Yes,  there  are  plenty  of  them,  but  it  is  an  everlasting 
disgrace  to  us.  Apply  the  Jones  shipping  act  and  discriminate 
duty;  also  demand  that  our  American  boats  in  the  foreign  serv- 
ice get  an  equal  chance  on  the  return  cargo,  and,  with  efficient 
management  and  the  American  people  behind  an  American  mer- 
chant marine,  you  will  soon  realize  that  the  American  merchant 
marine  is  a  live  one  and  not  a  dead  one. 

You  ask  if  we  are  not  wasting  millions  and  throwing  good 
money  after  bad,  in  an  effort  to  retain  and  make  profitable  an 
institution  that  was  constructed  out  of  what  seemed  to  be  a  war 
necessity,  but  whose  usefulness  has  now  ended,  and  which  ought 
to  be  junked  at  the  least  possible  loss,  now  that  the  war  demand 
for  it  has  ended,  and  its  expenses  charged  to  profit  and  loss,  etc. 
It  was  a  war  necessity,  but  it  should  not  have  been.  If  we  had 
maintained  our  merchant  marine  long  before  the  war  we  would 
have  saved  millions  during  the  war.  The  merchant  marine  must 
not  be  junked.  It  must  and  can  be  developed. 

In  addition,  our  present  American  owners  of  steamers  must 
have  their  interests  protected  and  working  in  conjunction  with 
the  Shipping  Board. 

Give  the  present  Shipping  Board  and  its  assistants  a  chance. 
Urge  upon  them  efficient  management  and  efficient  operation 
and,  with  the  backing  of  the  American  people  in  furnishing  car- 
goes, and  demanding  of  our  foreign  shipowners  equal  oppor- 
tunities for  return  cargoes,  there  will  absolutely  be  no  reason 
why  our  flag  will  not  fly  on  the  seven  seas,  thereby  benefiting 
our  American  industries  and  labor  and  the  railroads,  making 
them  more  prosperous  than  ever  before. 

A.  P.  Lane,  Chairman,  Transportation  Directorate, 
State  Chamber  of  Commerce  and  Agricultural  League. 

Boston,  Mass.,  Aug.  3,  1921. 


Editor  The  Traffic  World: 

A  recent  contribution  to  this  discussion  has  brought  some 
just  criticisms  that  it  was  not  constructive.  It  was  not  intended 
to  be.  The  purpose  was  to  state  some  fundamentals  and  prepare 
the  way  for  further  remarks  provided  the  editor  would  grant 
me  the  further  privilege  of  these  columns. 

"The  mill  will  never  grind  with  the  water  that  has  passed." 
Let  us  accept  the  facts  as  they  are  and  turn  our  faces  toward 
the  future.  There  is  no  problem  of  such  scope  toward  which 
my  associates  of  traffic  can  devote  themselves  more  profitably 
or  with  greater  satisfaction  and  honor. 

Let  me  state  the  local  situation.  We  have  here  the  finest 
terminal  on  the  Atlantic  coast,  the  army  base  pier.  It  is  a 
modern  structure  of  great  capacity  and  represents  an  investment 
of  twenty-four  millions  of  dollars.  At  this  pier  there  are  tied 
up  today  six  fine  ships,  "eating  their  heads  off,"  which  represent, 
say,  six  million  more  of  the  people's  money.  A  total  of  thirty 
millions  of  your  money,  lying  idle  and  more  good  money  going 
after  bad. 

Here  is  the  problem:  How  can  we  make  these  things  use- 
ful? It  would  be  better  to  put  these  ships  into  service  of  some 
kind,  develop  new  trade  routes,  broaden  our  commercial  horizon 
and  enlarge  our  opportunities.  But  the  first  difficulty  encoun- 
tered is  that  these  Shipping  Board  ships  might  injure  some 
interest  represented  by  private  owners.  The  answer  to  this  is 
whether  the  rights  of  the  individual  are  greater  than  the  rights 
of  the  nation.  Moreover,  "trade  follows  the  flag." 

"Commerce  is  dynamic  and  static." 

The  rights  of  private  owners  have  been  urged   to  such  an 
extent  that  in  certain  parts  of  the  country  there  seems  to  b 
a  stigma  of  disgrace  attached  to  operating  Shipping  Board  ships. 
And  yet  there  are  some  concerns  operating  Shipping  Board  ships 
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NOSA  LINE 


Monthly  S*illng«  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings  ' 

Ha  it  ien, [Dominican  and  Cuban  South  Side  Ports 

For"pariiculors  'npfly'^^ljW          ~  W^^UUi 
•04-1*  Queen  &  Crescent  Bldg.,  New  Orleans.  La.  » 
New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bids. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South.    American  S,S.  Co. 

INCORPORATED 


FREIGHT  and  PASSENGER 


Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Su.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Pacific  Mail  Steamship  Co. 

Under  American  Flag  PASSENGERS  AND  FRElGHT-E,tabUih*d  IHi 

TRANS-PACIFIC  SERVICE 

"The  Suni/iine  Belt  to  the  Orient" 

San  F-ancbeo  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

PftMenger  and   freight  sailings   by    new  and   luxurious   U.  S.  Shipping  Board 

•  learner  S.  S.  Golden  Slat*  (August  3 lit):  S.S.  Empire  State  (October  flih): 

S.  S.  Golden  State  (November  10th): 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  tailings   monthly  by 
5.  S.  Creole  State  (September  14th)  5.5.  Wolverine  Staff  (October  15th) 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  6  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

(Passengers  and  Freight) 

Via  Los  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 
Libertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.  5.  Ecuador  sails  from  San  Francisco  September  15th 

5.  5.  Venezuela  sails  from  Baltimore  September   19th 

5.5.  Colombia  sails  from  Baltimore  August  23rd 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico),  Jacksonville.  Savannah.  Norfolk 

SHANGHAI-HONGKONG-CALCUTTA  SERVICE 

Between  Shanghai,  Hongkong,  Saigon,  Singapore,  Penan?,  Rangoon, 
Calcutta 

Freight  only.    Sailings  every  ten  days — eight  U.  S.  S.  B.  steamers 
Through  bill*  of  lading  issued  to  and  from  points  beyond  ports  of  call 

General  Passenger  and  Ticket  office:      621  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


LUMBER  STORAGE 


"Immediate  delivery  at  tidewater,"  is  the  lumber 
salesman's  most  convincing  argument.  To  facilitate  sales 
of  this  nature  the  Port  of  Tacoma  has  available  on  its 
Pier  One  storage  space  for  10  Million  Feet  B.  M.  in  carload 
or  sorted  lots.  Delivery  is  thus  possible  on  any  lot  at 
small  cost. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg., 
Tacoma,  Washington 
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who  have  done  so  honestly  and  who  have  made  money  for  the 
board.  Commerce  has  no  enemies  to  punish  and  no  friends  to 
reward. 

Coming  down  to  a  nearer  view  of  the  local  situation,  there 
is  here  at  present  a  trade  commissioner  of  one  of  our  South 
American  neighbors  seeking  a  larger  market  for  the  products 
of  his  country.  A  direct  service  to  his  country  might  not  pay 
for  six  months,  but  after  that  the  enlarged  opportunities  with 
regular  and  reliable  service  would  wipe  out  the  temporary  "red 
ink  balance."  An  indirect  service  with  several  ports  of  call  in 
both  directions  would  help  the  thing  along.  And  private  inter- 
ests would  not  be  injured,  since  this  proposition  represents  an 
effort  to  make  two  blades  of  grass  grow  where  none  is  growing 
now. 

J.  D.  Hashagen,  Traffic  Manager, 
North  Atlantic  and  Western  S.  S.  Co. 

Boston,  Aug.  3,  1921. 

Editor  The  Traffic  World: 

Why,  indeed?  It  is  regrettable,  but  apparently  true,  that 
such  conditions  as  portrayed  by  Mr.  Lasker  do  exist,  and  it 
goes  to  prove  the  old  saying  that  politics  and  business  are  a 
poor  combination,  if  you  want  a  successful  business.  In  a  crude 
way,  I  will  attempt  to  answer  your  questions. 

The  U.  S.  Shipping  Board  fleet,  now  attempting  to  operate 
as  a  common  ocean  carrier,  was  built  as  an  emergency  to  cover 
an  abnormal  situation  created  by  the  war,  prior  to  which  period 
the  regular  coastwise  and  foreign  vessels  were  ample  for  the 
needs  of  American  shipping. 

We  ought,  perhaps,  to  consider  for  a  moment  the  subnormal 
trade  conditions,  both  domestic  and  foreign,  which  have  existed 
since  the  American  merchant  marine  was  put  into  service  as 
a  common  carrier,  and  allow  that  it  may  not  have  had  oppor- 
tunity really  to  show  if  it  was  self-maintaining.  Looking  squarely 
at  the  situation  as  pictured,  however,  it  does  not  appear  to  me 
that  even  under  favorable  conditions  this  fleet  can  continue  to 
operate  on  a  profitable  scale,  if  it  cannot  compete  on  an  even 
basis  with  other  ocean  carriers;  in  which  case  the  inevitable 
result  will  be  increased  taxation.  Furthermore,  seeing  that  such 
an  instittuion  is  no  longer  necessary,  we  should  not  favor  or 
support  it  for  sentimental  reasons.  It  is  not  reasonable  to  as- 
sume that  anyone  is  willing  to  be  taxed  merely  for  the  honor 
of  maintaining  a  profitless  national  venture,  and  it  would  be  a 
gross  imposition  to  levy  a  tax  on  a  whole  nation  to  satisfy  the 
whim  of  a  few. 

The  shipping  public,  as  a  general  rule,  are  not  interested 
in  the  kind  of  vessel  on  which  their  goods  are  transported, 
provided  they  enjoy  the  lowest  rate,  and  receive  satisfactory 
service.  For  this  reason  they  do  not  care  whether  their  goods 
are  carried  on  American  or  foreign  bottoms.  "If  an  American 
merchant  marine  cannot  be  maintained  without  taxation  to  the 
public,"  then  I  would  say,  by  all  means,  let  the  foreign  ships 
have  the  business. 

It  is  quite  evident  that  under  existing  circumstances  a  mer- 
chant marine  cannot  operate  on  even  terms  with  other  steamship 
lines,  and  for  this  reason  should  be  discarded.  During  hostilities 
money  was  spent  lavishly  and  probably  extravagantly,  but  at 
that  time  we  were  trying  to  win  a  war,  and  not  keep  a  set  of 
books.  The  situation  is  now  reversed,  and  sentiment  should  not 
enter  into  a  proposition  which  has  passed  the  stage  of  useful- 
ness, and  piling  up  a  deficit  eventually  to  be  paid  out  of  the 
public  treasury.  We  all  realize  that  millions  of  dollars  were 
spent  to  build  an  emergency  fleet,  but  where  is  the  consistency 
in  continuing  to  operate  at  a  loss  in  a  vain  endeavor  to  retrieve 
a  portion  of  the  original  amount  expended? 

Will  Payne,  in  his  article,  "What  Really  Ails  the  Railroads," 
has  shown  clearly  the  evil  of  "oppressive  regulation"  and  legis- 
lative "red  tape"  resulting  from  government  control,  and,  while 
I  do  not  agree  with  him  that  the  railroads  should  be  entirely 
free  from  government  regulation,  yet  there  is  sound  judgment 
in  some  of  his  arguments.  The  condition  of  the  railroads  today 
has  proved  beyond  doubt  that  the  government  as  a  common 
carrier  is  a  failure,  and  the  public  is  certainly  not  anxious  to 
be  handed  another  lemon  in  the  shape  of  a  government-controlled 
merchant  marine. 

B.  Scrivener, 
Acheson-Graphite  Co. 

Niagara  Falls,  N.  Y.,  July  30,  1921. 


LEAVENWORTH   &  TOPEKA   BONDS 

The  Commission  has  authorized  the  Leavenworth  &  Topeka, 
in  finance  docket  No.  1507,  to  issue  at  par  $80,000  of  first  mort- 
gage 7  per  cent  bonds;  $57,000  of  the  bonds  to  be  delivered  to 
a  representative  of  Topeka  interests  in  part  payment  for  equita- 
ble or  contingent  interest  held  by  them  and  to  the  line  of  rail- 
road operated  by  the  applicant;  $3,000  to  be  sold  for  the  purpose 
of  reimbursing  the  treasury  for  a  like  amount  in  cash  heretofore 
expended  in  part  payment  for  such  equitable  or  contingent  in- 
terests, and  $20,000  to  be  deposited  with  the  Central  Trust 
Company  of  Topeka  to  create  a  sinking  fund  as  required  by  the 
laws  of  Kansas. 


ALL-AMERICAN  SHIPPING  FORCE 

The    Traffic    World    Washington   Bureau 

The  Shipping  Board  announced  August  8  that  it  would  make 
its  overseas  operating  agencies  all-American  and,  as  soon  as 
possible,  get  rid  of  foreigners  among  the  officers  and  crews  on 
ships  controlled  by  the  Board  and  its  Subsidiary  Emergency 
Fleet  Corporation.  Complaint  has  been  bitter  that  British  sub- 
jects practically  controlled  all  operations  of  the  Board  at,  for-1 
eign  ports  and,  to  a  considerable  extent,  at  American  ports. 
During  the  war  and  the  period  immediately  thereafter,  on  ac- 
count of  the  labor  shortage  and  the  unwillingness  of  Amer- 
icans to  go  to  foreign  ports  for  the  comparatively  small  pay 
offered,  the  Board  had  to  employ  foreigners.  Among  the  for- 
eigners so  employed  are  engineers  whose  displacement  may 
bring  the  Board  in  conflict  with  labor  organizations,  but  the 
Board  is  willing  to  run  that  risk  in  its  effort  to  Americanize 
its  force. 


L.  &  N.  STOCK  AND  BONDS 

The    Traffic    World    Washington   Bureau 

The  Louisville  &  Nashville,  in  finance  docket  No.  1546,  has 
applied  to  the  Commission  for  authority  to  issue  $53,000,000 
worth  of  its  capital  stock  and  to  distribute  the  same  as  a  stock 
dividend  among  its  stockholders,  to  execute  and  deliver  its  first 
and  refunding  mortgage  to  secure  various  issues  of  bonds,  and 
to  issue  series  A  of  the  bonds  amounting  to  $28,615,000  and  to 
sell  $12,753,000  of  the  amount  of  the  bonds  to  be  issued. 

Of  the  bonds  to  be  issued  and  sold  $3,733,000  worth,  accord- 
ing to  the  statement  of  President  Mapother,  are  to  be  used  to 
put  money  into  the  treasury  of  the  company  wherewith  to  carry 
on  additions  and  betterments  heretofore  authorized  by  the  board 
of  directors,  which  are  under  contract,  but  not  completed; 
$6,625,000  are  to  reimburse  the  treasury  for  money  spent  on 
carrying  forward  the  additions  and  betterments  made  since 
March  1,  1920;  $1,512,000  are  to  reimburse  the  treasury  on 
account  of  disbursements  made  for  equipment;  $893,000  to  reim- 
burse the  treasury  on  account  of  maturities  retired  on  August 
1;  $15,862,000  are  to  be  used  for  refunding  or  retiring  a  like 
amount  of  maturities. 

While  all  the  bonds  are  to  come  into  the  treasury,  authority 
is  asked  only  to  sell  $12,753,000  worth,  as  hereinbefore  set  forth. 

The  stock  issue  is  to  represent  the  income  which,  instead  of 
being  paid  in  money  dividends,  was  put  back  into  the  property. 
The  company  said  that  whether  the  issue  of  stock  for  dividend 
purposes  was  proper  depended  primarily  upon  the  amount  of 
income  used  in  extending  and  improving  the  property  and  out- 
side investments  made  with  money  which  might  have  been  dis- 
tributed among  the  stockholders  at  the  time  it  was  earned.  To 
show  that  the  proposed  stock  issue  is  no  greater  than  the  amount 
of  money  so  used  for  the  improvement  of  the  property,  the  com- 
pany's application  contains  a  general  balance  sheet  statement 
showing  that  the  investment  in  road  equipment,  etc.,  amounts  to 
$353,343,315  and  that  deducting  therefrom  the  amount  of  capital 
stock  and  funded  debt  amounting  to  $265.900,561,  leaves  prop- 
erty amounting  to  $97,714,867  not  covered  by  any  capital  issue. 
To  that  sum  the  company  claims  should  be  added  other  items, 
so  that  in  the  final  statement  of  property  not  covered  by  capital 
issues  it  claims  an  investment  in  road,  equipment  and  securities 
amounting  to  $96,615,648  and  other  assets  shown  in  detail  in  the 
application  amounting  to  $32,204,852,  or  a  total  of  $128,820,700 
not  covered  by  any  capital  issue.  "In  consideration  of  the  large 
amount  of  valuable  assets  owned  by  the  Louisville  &  Nashville 
Railroad  Company  against  which  no  securities  are  outstanding 
in  the  hands  of  the  public,"  says  the  statement  of  the  property, 
"it  seems  just  and  proper  that  the  company  should  be  authorized 
by  the  Commission  to  issue  and  deliver  to  its  stockholders 
shares  of  stock  for  a  part  of  the  company's  corporate  surplus  in 
view  of  the  facts  herein  presented." 

The  application,  including  a  copy  of  the  proposed  first  and 
refunding  mortgage  and  all  other  underlying  papers,  is  con- 
tained in  a  printed  volume  Royal  forto  size  of  177  pages. 


PRIVATE  TANK  CAR  MILEAGE 

Railroad  members  of  the  American  Railway  Association 
and  parties  to  Fairbank's  car  service  tariff  7-A  have  proposed, 
by  means  of  supplement  No.  2,  to  that  tariff,  effective  August 
31,  to  extend  the  accounting  period  for  the  equalization  of 
empty  and  loaded  mileage  of  privately  owned  tank  cars,  by 
changing  item  90-B,  rule  11,  and  also  Consolidated  Freight 
Classification  No.  2,  effective  August  31,  in  supplement  6,  rule 
35,  page  9,  as  follows: 

The  requirement   of   this  rule  governing  the  equalization   of  mile- 
age on  tank  cars  of  private  ownership,   providing  for  an  accounting 
period,  June  30,  1920,  or  as  has  heretofore  been  mutually  agreed  upon, 
shall   be   waived,   and   such   accounting   period   shall   be   extended   one 
year  and   shall   include   the  loaded  and  empty  mileage   accruing  from 
March  1,   1920,  to  June  30.   1921    (or  as  otherwise  provided).   IncIuaW 
plus  the  outstanding  mileage  balances  which  existed  as  of  Decemb 
31.   1917,   and  thereafter  the  yearly  accounting  period   shall   prevail 
provided  ny  this  rule. 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT   IN    WASHINGTON 
SAMMIS,  LAKE  &  COMPANY 

Whitcfiold  Sommi. 

Phon.  M.ln  2210  417  SOUTHERN  BUILDING 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shooks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


DailyTraffic  World 

and 

Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  the  weekly 

Traffic  Bulletin 

A  subscription  also  ineludes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  I  he  price  seem  trifling. 

Write  for  Particulars 

THE  TRAFFIC  SERVICE  CORPORATION 

Publither  The  Traffic  World 
418  S.   Market  Street,   Chicago 


Trude  M*rk 

9^M» 

WEST  VIMINIA 
COMPANY'S 

'o\t*eA  Malls 


To  the  Progressive 
Traffic  Manager 


Have  you  ever  had  it  proved 
to  you  that  West  Virginia 
mechanically  hardened  Fibre 
is  much  more  durable  than 
ordinary  container  fibre  ? 

It  is  puncture  proof — water 
resisting — and  can  be  worked 
to  shapes  of  various  sizes 
without  loss  of  strength. 

For  special  corner,  side  and 
end  protectors,  it  has  no 
equal  for  durability  and 
strength. 

A  special  service  department 
is  maintained.  We  should 
be  glad  to  have  you  consult 
it  about  your  package  prob- 
lem. 

Pulp  Products  Dept. 
West  Virginia  Pulp  &  Paper  Co. 


200  Fifth  Avenue 


New  York,  N.  Y. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  end 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Traffic  Service  Corporation,  Colorado  Building,  Washington,  D.  C. 


Routing — Duty  of  Carrier  to   Forward  Shipment  to   Railroad   Sta- 
tion when  There  Is  More  than  One  Town  of  the  Same  Name 

in  the  State 

Texas. — Question:  An  L.  C.  L.  shipment  delivered  by  ship- 
per at  El  Paso,  Tex.,  to  railroad  A  on  A's  bill  of  lading  form, 
consigned  to  John  Smith,  Luna,  New  Mexico.  There  are 
three  towns  in  New  Mexico  by  that  name,  one  in  Socorro  County 
with  Magdalena,  N.  M.,  nearest  railroad  station,  another  in  Quay 
County  with  Tucumcari,  N.  M.,  nearest  railroad  station,  and  an- 
other in  Lincoln  County,  a  railroad  station  on  railroad  B. 

Road  A  accepted  shipment  and  sent  it  to  Magdalena,  N.  M. 
Shipment  was  intended  for  Luna,  Lincoln  County,  N.  M.,  on 
road  B.  Railroad  A  returned  shipment  to  El  Paso,  Tex.,  assess- 
ing charges  both  ways. 

Bearing  in  mind  the  fact  that  bill  of  lading  showed  destina- 
tion Luna,  N.  M.,  and  shipment  accepted  by  road  A  with  Luna, 
N.  M.,  as  destination  and  sent  to  Magdalena,  N.  M.,  without 
consulting  shipper,  advise  if  carrier  is  correct  in  assessing 
charges  against  shipper  for  transportation  to  and  from  Mag- 
dalena, N.  M. 

Answer:  Inasmuch  as  the  shipment  in  question  was  con- 
signed to  a  point  at  which  there  was  a  railroad  station,  although 
there  were  three  towns  of  that  name  in  the  state,  it  is  our  view 
that  the  carrier  erred  in  transporting  the  shipment  to  a  point 
on  its  line  for  delivery  to  a  point  of  the  same  name  as  that 
stated  in  the  bill  of  lading  located  inland  from  one  of  its  own 
stations.  The  shipper,  it  is  true,  ought  to  have  delivered  the 
shipment  to  the  railroad  serving  the  destination  for  which  the 
shipment  was  intended,  although,  had  the  line  to  which  it  was 
actually  delivered,  transported  the  shipment  to  its  connection 
with  the  line  on  which  the  proper  point  of  destination  was  lo- 
cated, the  shipper  could  have  been  required  to  pay  the  trans- 
portation charges  via  that  circuitous  route.  We  are  therefore  of 
the  opinion  that  freight  charges  may  not  be  assessed  on  the 
shipment. 

In  the  case  of  lola  Portland  Cement  Co.  vs.  M.  K.  &  T.  Ry., 
Unreported  Opinion  444,  the  Commission  had  under  considera- 
tion a  somewhat  similar  case,  although  in  the  instant  case  it 
does  not  appear  that,  as  in  that  case,  the  correct  rate  and  the 
route  were  inserted  in  the  bill  of  lading. 

Delay — Measure  of   Damages   for 

Ohio. — Question:  On  March  6,  1920,  we  forwarded  a  ship- 
ment via  New  Orleans,  for  export,  and  on  August  30  we  received 
a  letter  from  the  consignee  stating  that  shipment  had  not  been 
received,  and  we  immediately  sent  out  a  wire  tracer,  which 
brought  out  the  fact  that  shipment  checked  short  at  New  Orleans. 

Claim  was  immediately  filed  for  $177.65,  then,  on  November 
6,  case  was  found  and,  after  much  correspondence  back  and 
forth,  we  agreed  on  April  22  to  allow  the  railroad  company  to 
return  the  shipment  to  Cincinnati  and  we  would  inspect  same 
and  see  what  salvage  could  be  allowed.  When  this  shipment 
arrived  at  Cincinnati  we  offered  to  inspect  it  with  the  railroad 
company,  or,  if  they  cared  to.  we  would  take  it  to  our  factory, 
where  a  better  inspection  could  be  made;  this  the  railroad  agreed 
to  do  and  we  signed  for  the  shipment  in  that  manner,  showing 
that  it  was  for  inspection  only. 

On  May  19  we  offered  to  allow  the  railroad  company  60  per 
cent,  asking  that  they  pay  40  per  cent,  but  we  did  not  hear  any- 
thing from  them  until  June  3,  when  their  traveling  claim  agent 
called  at  the  office  and  stated  that  the  best  settlement  they  could 
make  would  be  on  a  33%  per  cent  basis;  this  we  refused  to 
accept  and  immediately  withdrew  our  offer  at  a  settlement  on  a 
40  per  cent  basis,  owing  to  the  fact  that  a  reduction  in  prices 
was  to  go  into  effect  immediately  and  he  stated  that  he  had  no 
authority  to  settle  on  anything  better  than  the  33%  per  cent 
basis  and  left  the  offlee. 

On  June  6  we  received  a  letter  from  the  cashier  of  the  rail- 
road stating  that  our  check  was  ready  for  us  for  the  40  per  cent 
of  the  claim;  this  we  refused  to  accept  and  wrote  to  the  general 
claim  agent  and  a  copy  to  the  traveling  claim  agent,  also  a  cony 
to  the  agent  at  Cincinnati,  stating  that  we  refused  to  accept 
their  offer  and  we  desired  to  know  what  disposition  they  wanted 
made  of  the  goods  subject  to  our  order. 

We  are  now  in  receipt  of  a  letter  from  the  traveling  claim 


agent,  stating  that  ass  far  as  they  were  concerned  the  railroad 
company  was  not  Interested  in  the  goods  and  they  would  not 
accept  them  and  thaf  the  only  settlement  they  would  make 
would  be  the  40  per  cent  as  above  advised. 

Kindly  advise  if  in  your  opinion  the  railroad  company  can 
force  us  to  accept  this  40  per  cent  in  view  of  the  circumstances 
and.if  you  know  of  any  ruling  covering  a  case  of  this  kind,  could 
you  kindly  refer  to  same? 

Answer:  The  consignee  or  owner  has  no  legal  right  to  re- 
fuse goods  merely  because  they  are  delayed  and  therefore  the 
goods  must  be  accepted  and  the  carrier  held  liable  for  the  dam- 
age resulting  from  the  delay.  For  unreasonable  delay  in  the 
transportation  of  goods  the  shipper,  ordinarily,  is  entitled  to  re- 
cover the  difference  between  the  value  of  the  goods  at  the  time 
and  place  at  which  delivery  should  have  been  made  and  the 
value  of  the  goods  at  the  time  tender  of  delivery  was  actually 
made,  plus  interest.  This  is  the  measure  of  the  liability  of  the 
carrier,  although,  of  course,  it  is  competent  but  not  obligatory 
on  the  part  of  the  parties,  to  arrive  at  a  compromise  basis. 

Passage   of  Title   as   Affected    by   Term    F.   O.    B.   in   Contract  of 

Sale 

Oregon. — Question:  Drawing  your  attention  to  your  answer 
to  "California"  on  page  90  of  July  9,  1921,  issue  of  The  Traffic 
World,  we  would  like  to  have  your  opinion  on  the  following: 

We  note  that  their  order  read,  "F.  O.  B.  Los  Angeles,  freight 
to  be  deducted  from  the  invoice."  To  us  it  seems  "freight  to  be 
deducted  from  the  invoice"  is  the  joker.  If  their  order  had  been 
f.  o.  b.  Los  Angeles,  only,  in  our  opinion  the  title  would  not  pass 
to  the  purchaser  until  the  goods  are  delivered  at  destination; 
and  we  have  always  taken  the  stand  that,  in  case  of  a  loss  the 
goods  .purchased  f.  o.  b.  delivery  belong  to  the  shipper  until  the 
shipment  is  actually  delivered.  We  withhold  payment  of  all 
invoices  until  shipment  is  actually  delivered  and  then  deduct 
freight;  in  case  of  a  loss  we  refuse  to  pay,  and  on  all  shipments 
moving  by  water  we  do  not  insure,  it  being  the  shipper's  risk 
and  we  are  not  interested  until  delivery  is  made. 

We  are  of  the  opinion  that  f.  o.  b.  destination  point  does 
more  than  designate  the  party  by  whom  the  freight  is  to  be 
paid  and  that  the  title  of  the  goods  does  not  pass  to  the  con- 
signee when  the  goods  are  delivered  to  the  carrier  at  point  of 
origin. 

Answer:     Section  203  Ruling  Case  Law  reads  in  part  as  fol- 
lows:    "Where  the  contract  contemplated  the  transportation  of 
the  subject  matter  by  a  carrier  and  the  provision  is  for  delivery  • 
f.  o.  b.   cars  at  point  of  destination,  the    liability    to    pay    the 
transportation  charges  is  on  the  seller. 

"Where  the  provision  is  for  delivery  f.  o.  b.  at  the'  point  of 
shipment  the  duty  to  pay  the  'transportation  charges  is  on  the 
buyer." 

Inasmuch  as  the  contract  referred  to  by  you  contained  the 
stipulation  that  freight  was  to  be  deducted  from  the  invoice,  this 
fact,  together  with  the  use  of  the  term  "f.  o.  b.  Los  Angeles" 
in  the  contract  is  prima  facie,  if  not  conclusive,  evidence,  of  the 
fact  that  title  was  not  to  pass  until  delivery  of  the  goods  at 
destination,  as  the  payment  of  the  freight  charges  by  the  seller 
is  evidence  to  show  that  the  seller  assumed  the  duty  of  delivery 
at  point  of  destination.  Furthermore,  the  terms  of  this  contract 
seem  to  be  in  accordance  with  the  general  practice  of  your 
company  of  deducting  the  freight  from  the  invoice  upon  delivery 
of  the  goods  at  destination.  Therefore,  the  inclusion  of  the  stip- 
ulation that  freight  is  to  be  deducted  from  the  invoice  does1  not 
indicate  that  title  is  to  pass  at  point  of  shipment;  but,  on  the 
contrary,  that  title  is  to  pass  on  delivery  of  the  shipment  at 
destination. 

Reconsignment — Rate  Applicable 

Tennessee. — Question:  We  have  recently  had  an  occasion  to 
file  claim  against  carriers  for  refund  of  excess  charges  collected 
under  following  circumstances:  On  July  5,  1920,  we  shipped  a 
car  of  coal  from  Beaver  Dam,  Ky.,  on  the  Illinois  Central  Rail- 
road to  LaGrue,  Ark.,  on  the  Cotton  Belt  Railroad,  which  was 
refused  by  the  consignee  while  in  transit,  and  we  placed  recon- 
signing  order  with  the  Illinois  Central  Railroad  to  divert  car  in 
transit  to  other  consignees  which  was  overlooked  by  the  Illinois 
Central  Railroad.  Car  eventually  reached  destination  and  was 
rejected  by  consignee. 

In  order  to  avoid  back-haul  of  a  long  distance  which  was 
occasioned  by  negligence  of  the  Illinois  Central  Railroad,  we 
accepted  shipment  and  reconsigned  same  to  Fairmount,  Ark., 
a  local  station  on  the  Cotton  Belt  Railroad,  which  necessitated 
a  back-haul  of  approximately  nine  miles. 

We  have  contended  for  protection  of  through  rate  from 
mines  to  destination  plus  1  cent  per  hundred  back-haul,  quoting 
as  our  authority  Illinois  Central  Railroad  Tariff  3010.  I.  C.  C. 
E-1493;  Cotton  Belt  7105,  I.  C.  C.  3721,  and  Cotton  Belt  6900, 
I.  C.  C.  3590,  which  provides  for  reconsignment  with  the  back- 
haul  or  side-haul  privileges. 

Carriers  demand  settlement  of  freight  charges  on  basis  of 
local  rates  to  and  from  first  destination,  citing  as  their  authority 
rule  No.  12  of  the  Uniform  Reconsigning  and  Diversion  Tariffs, 
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gets  theit  quick 


Red  Ball  Freight  Service 

"Car  arrived  24  hours  before  bill  of  lading." 


Think  of  it!  From  the  time  of  loading  at  Kansas  City  until 
the  car  was  received  for  unloading  at  Memphis — 484  miles  away — 
only  48  hours  elapsed. 

The  Frisco  is  also  the  short  line  from  Saint  Louis  to 
Texas.  Fast  service  is  given  through  all  gateways  if  you  ship 
via  Frisco  Lines  "Red  Ball"  freight. 


"Red  Ball"  is  a  highly  specialized  feature  of  Frisco  freight 
service,  insuring  prompt  and  expeditious  movement  of  various 
clas:es  of  merchandise  both  in  carload  and  less-than-carload  lots. 

For  detailed  information,  and  list  of  the  commodities  regularly 
moved  under  "Red  Ball"  orders,  and  how  to  obtain  this  expedited 
service  for  your  shipments,  write, 

George  F.  Macgregor, 

General  Freight  Agent,  Frisco  Lines, 

856  Frisco  Building,  Saint  Louis,  Mo. 


IFRE 
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which,  as  you  know,  provides  that  shipment  reconsigned  after 
placement  at  destination  local  rates  would  apply. 

We  are  contending  that  placement  was  not  effected  as 
defined  in  the  tariffs  as  LaGrue,  Ark.,  is  a  station  maintaining 
no  industrial  tracks,  but  only  a  passing  track  and  that  rule  No. 
12  would  not  govern  this  reconsignment  and  through  rates  plus 
back-haul  rates  should  apply.  Will  you  kindly  advise? 

Answer:  Inasmuch  as  the  initial  Carrier  had  specific  in- 
structions to  divert  the  car  in  transit,  there  was  no  placement 
of  the  car  at  that  point,  as  the  instructions  of  the  shipper  were 
to  the  contrary.  This,  even  though,  as  you  state,  you  accepted 
delivery  of  the  car  at  that  point,  for  the  reason  that  it  appears 
that  the  so-called  acceptance  on  your  part  was  merely  for  the 
purpose  of  reconsignment,  the  car,  in  reality,  having  been  held 
at  that  point  by  the  carrier  for  disposition  instructions.  There- 
fore the  proper  charge  to  be  applied  is  the  rate  to  LaGrue,  Ark., 
plus  the  back-haul  charge. 

Misrouting — Shipment     Moved     Over     Higher     Rated     Intrastate 
Route  Rather  than  Lower  Rated   Interstate  Route 

Minnesota. — Question:  A  less-than-carload  shipment  of  flour 
was  made  from  Wells,  Minn.,  to  Reading,  Minn.  This  shipment 
was  billed  by  the  shippers  on  an  order-notify  bill  of  lading  with 
C.  M.  &  St.  P.  Ry.  Co.  only,  shown  in  the  route  column  and 
with  no  rate  shown  in  the  rate  column.  The  receiving  agent 
of  the  C.  M.  &  St.  P.  Ry.  Co.  signed  the  bill  of  lading  without 
exceptions  and  without  questions.  The  shipment  was  waybilled 
and  handled  by  the  carriers  via  C.  M.  &  St.  P.  Railway  Co.,  Pipe- 
stone,  Minn.,  and  C.  R.  I.  &  P.  Ry.  Co.,  over  which  route  an 
intrastate  distance  or  mileage  rate  of  50%  cents  per  cwt.  is 
applicable  and  was  assessed  by  the  carriers.  C.  R.  I.  &  P.  Ry. 
Co.  Tariff  22200-G,  I.  C.  C.  C-10638,  names  a  through  rate  of  40% 
cents,  per  cwt.  on  flour  in  less-than-carload  lots,  applying  via 
C.  M.  &  St.  P.  Ry.  Co.,  Albert  Lea,  Minn.,  and  C.  R.  I.  &  P.  Ry. 
Co.,  an  interstate  route. 

A  claim  was  filed  for  the  difference  between  the  intrastate 
rate  and  the  interstate  rate,  inasmuch  as  it  is  the  duty  of  the 
carriers  to  handle  or  route  shipments  via  the  cheapest  routes 
in  accordance  with  a  ruling  of  the  Interstate  Commerce  Com- 
mission. The  claim  was  returned  to  us  by  the  carriers,  declining 
to  entertain  it.  The  carriers'  reason  for  declining  this  claim 
is  that  the  joint  rate  prescribed  between  points  in  the  state  of 
Minnesota  must  be  applied  in  the  absence  of  interstate  routing 
in  accordance  with  the  laws  of  the  slate  of  Minnesota.  We  re- 
turned the  claim  to  the  carriers  and  referred  them  to  Interstate 
Commerce  Commission  ruling  which  imposes  upon  them  the  duty 
to  route  shipments  via  the  cheapest  routes.  The  carriers  again 
returned  the  claim  and  again  declined  it,  stating  that  Interstate 
Commerce  Commission  Conference  Rule  140  covers  the  case  fully 
and  that  in  view  of  this  rule  they  are  not  permitted  to  protect 
the  rate  in  effect  via  the  interstate  route  except  under  special 
permission  of  the  Interstate  Commerce  Commission,  in  view  of 
shippers  neglecting  to  provide  for  interstate  routing  in  the  bill 
of  lading. 

Answer:  We  have  examined  a  compilation  of  the  railroad 
laws  of  the  slate  of  Minnesota,  and  fail  to  find  that  the  Min- 
nesota laws  require  the  handling  of  unrouted  shipments  via  an 
intrastate  route.  In  our  opinion,  the  question  oi'  whether  or  not 
I  liis  shipment  was  misrouted  is  governed  by  the  common  law, 
and  the  applicable  principle,  as  stated  in  Northern  Pacific  Rail- 
way Company  vs.  Solum,  247  U.  S.  477,  is  as  follows:  "Where 
a  railroad  company  operates  two  lines  of  railroad  between  the 
same  points,  and  the  freight  rate  over  one  line  is  less  than  such 
rate  over  the  other  line,  if  other  conditions  are  reasonably  equal, 
t  is  the  duty  of  the  company  to  transport  shipments  between 
those  points  over  the  line  which  will  give  the  shipper  the  bene- 
fit of  the  cheaper  rate." 

In  the  instant  case,  the  lower  rate  applied  via  the  shorter 
interstate  route,  and  the  common  law  obligation  resting  on  the 
carrier  would  seem  to  require  the  carrier  to  make  the  shipment 
over  the  interstate  route.  In  our  opinion,  the  carrier  should 
acknowledge  responsibility  for  misrouting  the  shipment  and 
make  refund  to  the  shipper,  in  accordance  with  Interstate  Com- 
merce Commission  Conference  Ruling  214-(d),  which  provides 
that  if  a  carrier's  agent  misroutes  a  shipment  and  thus  causes 
extra  expense  to  the  shipper  over  and  above  the  lawful  charges 
via  another  available  route,  and  responsibility  for  agent's  error 
is  admitted  by  the  carrier,  such  carrier  may  adjust  the  over- 
charge so  caused  by  refunding  to  shipper  the  difference  between 
the  lawful  charges  via  the  route  over  which  shipment  moves 
and  what  would  have  been  the  lawful  charges  on  same  shipment 
at  the  same  time  via  the  cheaper  available  route  which  could 
have  been  lawfully  used. 

Demurrage — Frozen   Shipments 

Ohio. — Question:  Our  contention  has  been  called  to  the 
Commission's  reopening  for  reconsideration  of  case  11085,  Vir- 
ginia Iron,  Coal  &  Coke  Company  vs.  Norfolk  Western  Railroad 
covering -demurrage  on  frozen  ore. 

Our  contention  is  that,  according  to  the  official  ruling  the 
charges  assessed  under  car  service  rule,  due  to  the  fact  'that 
the  material  was  frozen  were  unreasonable.  We  have  had  the 


same  experience  with  the  Pennsylvania  Co.  in  1918  and  1919,  on 
which  a  large  number  of  cars  were  frozen,  under  constructive 
notice,  due  to  the  fact  that  they  were  unable  to  get  the  cars 
placed  in  our  yard,  for  the  reason  that  the  cars  that  were  in 
the  yard  were  frozen  and  could  not  be  unloaded. 

Therefore,  under  the  constructive  notice  we  were  compelled 
to  pay  car  service  on  the  cars  on  which  the  Pennsylvania  Com- 
pany served  constructive  notice,  we  being  unable  to  unload  the 
cars  that  were  in  our  yard  promptly,  due  to  the  fact  that  they 
were  frozen,  although  we  were  doing  our  utmost  by  heating 
process  to  unload  the  cars. 

We  would  therefore  appreciate  if  you  will  advise  if,  accord- 
ing to  the  decision  of  the  Interstate  Commerce  Commission  in 
the  Virginia  Coal  &  Coke  Company's  case,  we  would  not  have 
the  right  to  claim  refund  in  our  case. 

Inasmuch  as  the  cars  could  not  be  placed  on  account  of 
frozen  cars  in  our  yard,  our  contention  is  that  no  car  service 
should  be  assessed  under  constructive  notice. 

Answer:  The  facts  which  you  recite  are  not  similar  to  those 
in  Docket  No.  11085,  Virginia  Iron,  Coal  &  Coke  Company  vs. 
Director-General  and  Norfolk  &  Western  Railway,  61  I.  C.  C.  200. 
The  question  involved  in  that  case  was  as  to  whether  demurrage 
was  properly  assessable  on  cars  which  had  been  placed,  but 
which  could  not  be  unloaded  within  the  48  hours'  free  time 
accorded  by  the  demurrage  tariff,  because  of  their  frozen  con- 
dition and  as  to  which  the  written  notice  required  by  a  provision 
of  the  demurrage  tariff  had  not  been  filed  with  the  carrier. 

The  question  to  be  considered  in  the  instant  case  is  whether 
demurrage  charges  may  be  assessed  on  cars  under  constructive 
placement  which  could  not  be  placed  because  of  the  inability  of 
the  consignee  to  receive  such  cars  on  account  of  the  frozen  con- 
dition of  cars  which  had  already  been  placed  but  which  could 
not  be  promptly  unloaded,  and  is  similar  to  that  covered  by  the 
opinion  of  the  Commission  in  Docket  11274,  Wharton  Steel  Co. 
vs.  D.  G.  and  Cent.  Ry.  of  N.  J.,  59  I.  C.  C.  613. 

The  sufficiency  of  consignee's  notice  to  carrier,  that  the  ore 
was  frozen  upon  arrival,  was  the  point  in  issue  in  Docket  11085, 
while  in  the  instant  case,  this  question  is  not  involved.  In 
Docket  11085  the  cars  were  tendered  in  a  frozen  condition, 
whereas  in  the  instant  case,  this  question  is  not  involved,  and, 
therefore,  the  frozen  ore  rule  in  the  demurrage  tariff  has  no 
bearing  whatever  on  your  shipments,  as  they  were  not  frozen 
until  after  they  were  tendered  for  delivery,  it  being  noted  that 
the  frozen  ore  rule  contains  the  following  provision:  "This 
exemption  shall  not  include  shipments  which  are  tendered  to 
consignee  in  condition  to  unload." 

The  United  States  Supreme  Court,  in  Pennsylvania  Railroad 
Company  vs.  Kittaning  Iron  &  Steel  Mfg.  Company,  253  U.  S. 
319,  sustained  the  established  policy  of  treating  the  single  car 
as  the  unit  in  applying  demurrage  charges.  Under  this  rule 
or  policy  each  car  must  be  considered  separately,  and  no  extra 
free  time  can  be  allowed  on  cars  under  constructive  placement, 
because  of  an  accumulation  of  cars  on  consignee's  unloading 
tracks. 

In  our  opinion,  therefore,  you  are  not  entitled  to  any  addi- 
tional free  time  on  the  cars  which  were  held  under  constructive 
placement,  due  to  the  fact  that  the  unloading  tracks  were 
occupied  by  cars  containing  frozen  ore.  The  only  rule  under 
which  you  might  secure  relief  is  the  bunching  rule,  and  this 
rule  is  subject  to  certain  restrictions  and  limitations.  From 
your  statement  of  facts,  we  cannot  tell  whether  or  not  the 
bunching  rule  can  be  used. 

Even  if  the  shipments  had  been  frozen  when  the  cars  were 
put  under  constructive  placement,  no  additional  free  time  could 
be  allowed  unless  the  time  required  by  consignee  for  unloading 
a  car  of  frozen  ore  was  in  excess  of  the  free  time  of  48  hours. 

Undercharges — Collection   of  by   Carriers 

Ohio. — Question:  In  May,  1917,  we  made  a  shipment  to  a 
customer  of  ours  who  about  a  month  after  receiving  shipment 
was  declared  a  bankrupt.  The  delivering  carrier  is  now  asking 
us  to  pay  the  charges  which  accrued  on  the  shipment,  and  we 
would  like  to  know  by  what  authority  they  can  force  collection 
at  this  late  date. 

For  your  information  we  are  quoting  part  of  the  last  letter 
we  have  received  from  the  carrier:  "The  reason  that  we  did 
not  collect  on  delivery  of  this  shipment  was  because  the  above 
firm  was  on  our  credit  list;  however,  this  does  not  relieve  the 
shipper  of  the  liability  of  paying  these  freight  charges.  As 
the  transportation  laws  state  that  the  consignee  is  only  an  agent 
for  the  shipper,  the  government  compels  the  carriers  to  collect 
all  legally  assessed  freight  charges  and  therefore  we  must  request 
that  you  let  us  have  payment  to  cover  this  bill  by  return  mail." 

Isn't  there  a  time  limit  on  carriers  in  cases  of  this  kind,  the 
same  as  is  placed  on  shippers  with  reference  to  claims? 

Answer:  Section  16  of  the  interstate  commerce  act  now 
contains  a  provision  to  the  effect  that  all  actions  at  law  by  car- 
riers subject  to  the  act  for  recovery  of  their  charges,  or  any 
part  thereof,  shall  be  begun  within  three  years  from  the  date 
the  cause  of  action  accrues.  Prior  to  the  incorporation  of  this 
provision  in  the  interstate  commerce  act  such  actions  were  go\- 
erned  by  the  statutes  of  limitation  of  the  state  within  which 
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41   Steamship  Services  Reaching  More  Than  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajntla.    Salvador 
Acapulro.     Mexico 
Alexandria,    Egypt 
Amapala,  Honduras 
Antofagasta,   Chile 
Antwerp.  Belgium 
Ann.   Chile 
Avonmouth,    England 
Auckland.  New  Zealand 
Bahia   Blanca,   Argentina 
Balboa.    Canal    Zone 
Baltimore.   Md. 
Baltic  Port* 
Barcelona,  Spain 
Boston.   Mass. 
Bombay,   India 
Buenaventura,    Colombia 
Buenos  Ayrea,  Argentina 
Calais,   France 
Calcutta.  India 
Callao,   Peru 
Cartagena,   Colombia 
Cape  Town,   South   Africa 
Cardenas,   Cuba 
Cape    San    Lucas,   Mexico 
Champerico,    Guatemala 
Charleston,  8.  C. 


Christiania,    Norway 
Christobal,  Canal   '/.ant 
Cienfuegos,   Cuba 
Colombo.   Ceylon 
Corinto.    Nicaragua 
Cuban   Port* 
Dairen,   Manchuria 
Ensenada,  Mexico 
Eten.  Peru 
Finnish   Ports 
Galveston,    Texas 
Genoa,  Italy 
Glasgow,  Scotland 
Gothenburg,    Sweden 
Guayaquil.  Ecuador 
Guaymas,   Mexico 
Hamburg,    Germany 
Havre,  France 
Havana,   Cuba 
Hongkong 
Honolulu 
Hull,   England 
Iqulqne,   Chile 
Jacksonville,    Florida 
Kobe,  Japan 
La   Libertad,   Salvador 
La  Paz,  Mexico 


La  Union,  Salvador 
Liverpool 
London 

Malmo,  Sweden 
Marseilles,  Francs 
Mauritius 

Melbourne,    Australia 
Manila,  P.  I.         , 
Manzanillo,  Mexico 
Mazatlan,  Mexico 
Moji,  Japan 
Moilendo.  Peru 
Montevideo,  Uruguay 
Nagasaki,   Japan 
New  Orleans 
Nenritas,  Cuba 
Now  York 
Norfolk,   Virginia 
Palta,  Pern 
Philadelphia 
Pisco,  Peru 
Portland,   Oregon 
Port  Said 
Puerto   Colombia 
Puntarenas,  Costa  Rica 
Rio    de   Janeiro,    Brazil 
Rosario,  Argentina 


Write  for  Illustrated  Book  and  Port  Map, 


Rotterdam 

St.   Lucia 

Salaverry,    Fern 

Salina   Crui,  Msxleo 

San    Diego 

San  Bias,  Mexico 

San  Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Bur,  Nicaragua 

Santiago,    Cub* 

Santos,   Brazil 

Savannah,    Georgia 

Seattle 

Shanghai,  China 

Si  agon,   Indo-Chtu 

Singapore 

Stockholm,    Swedea 

Sydney.  Australia 

Tacoma 

Talara.   Pern 

Topolobampo,   Mexico 

Tientsin,   China 

Valparaiso,   Chile 

Victoria.   B.   C. 

Wellington,  New   Zealand 

West  Indian  Port* 

Yokaichl.   Japan 

Yokohama,  Japan 


Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


DIRECT  FREIGHT  AND  PASSENGER  SERVICE  TO 

HAWAIIAN   ISLANDS 


FROM 


PORT  OF  ASTORIA 

ASTORIA,  OREGON 
BY 

Alaska  Steamship  Company— S.  S.  "CORDOVA" 

Sailing  August  30,  and  Every  Thirty  Days  Thereafter 
CALLING  AT 

HONOLULU    AMD    HILO 

Transcontinental  Rail  Connections  and  Freight  Rates 


For  Routing  Instructions  or  Passenger  Reservations  apply  to  the  following,  or  any  agent  of  the  lines  mentioned: 


R.  K.  PRETTY, 
Asst.  Gen.  Freight  Agent 
Great  Northern  Railway 
226  West  Adams  Street 
Chicago,  Illinois 


E.  H.  MOOT,  G.  A., 
Passenger  Department 
Great  Northern  Railway 
226  West  Adams  Street 
Chicago,  Illinois 


R.  B.  ROBERTSON 

Asst.  Freight  Traffic  Mgr. 
Union  Pacific  System 
1421  Garland  Building 
Chicago,  Illinois 


J.  H.  BRINKERHOFF, 
General  Agent 
Northern  Pacific  Railway 
226  West  Adams  Street 
Chicago,  Illinois 


R.  D.  PINNEO,  General  Traffic  Manager,  PORT  OF  ASTORIA,  ASTORIA,  OREGON 
J.  H.  BUNCH,  G.  F.  &  P.  A.,  Alaska  Steamship  Co.,  Pier  No.  2,  SEATTLE,  WASH. 
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suit  was  brought,  and,  inasmuch  as  there  is  no  provision  in 
the  interstate  commerce  act  giving  a  retroactive  effect  to  the 
amendment  of  section  16,  it  is  our  opinion  that  suit  may  be 
brought  by  the  carriers  within  the  period  of  time  prescribed 
by  the  state  statutes,  but  not  later  than  three  years  from  the 
date  of  the  passage  of  the  provision  now  carried  in  section  16 
of  the  interstate  commerce  act  referred  to  above. 

Demurrage    Resulting   from    Delay   of  Carrier    in    Furnishing 
Weights 

Connecticut. — Question:  Several  order-notify  carload  ship- 
ments routed  via  A  Railroad  were  allowed  to  go  off  the  initial 
carrier's  road,  also  moved  through  to  destination  without  being 
weighed.  Upon  arrival  of  these  cars  at  destination  they  were 
refused  by  the  consignee,  rejecting  material,  necessitating  re- 
consigning  orders  being  issued.  The  delivering  carrier  has  as- 
sessed demurrage  charges,  claiming  that  the  omission  of  the 
initial  carrier  to  weigh  these  cars  did  not  delay  the  unloading. 

We  have  filed  claim  to  recover  said  demurrage  charges, 
notifying  the  carrier  that,  on  account  of  these  shipments  moving 
on  order-notify  bills  of  lading,  it  was  impossible  for  us  to  mail 
these  documents  to  destination  for  the  purpose 'of  having  the 
above  cars  released  until  we  had  received  the  scale  weights 
involved,  several  days  having  elapsed  before  we  finally  secured 
this  information. 

The  delivering  carrier  refuses  to  honor  refund  of  the  above 
demurrage  charges  as  stated  above,  and  it  is  my  contention  that 
the  negligence  of  the  delivering  carrier  failing  to  weigh  the 
above  cars  on  their  lines  really  accounts  for  the  delay  occa- 
sioned in  having  cars  released.  I  will  appreciate  any  rulings 
or  decisions  covering  the  above  case. 

Answer:  While  we  do  not  locate  a  decision  of  the  Com- 
mission covering,  it  is  our  opinion  that,  inasmuch  as  the  weigh- 
ing of  cars  by  the  carrier  is  primarily  for  the  purpose  of  col- 
lecting freight  charges  and  not  for  the  purpose  of  enabling  the 
shipper  to  determine  the  sale  price  of  goods  shipped,  the  Com- 
mission would  not  consider  the  delay  in  the  instant  case  as  a 
railroad  error  or  omission  justifying  the  waiving  of  demurrage 
charges. 

Misquotation   of   Rates 

Missouri. — Question:  For  several  years  we  have  had  a  reg- 
ular carload  movement  of  a  certain  commodity  from  North 
Adams,  Mass.,  to  St.  Louis.  One  of  the  competing  railroads, 
desiring  to  obtain  some  of  this  business,  solicited  same  very 
diligently.  So  in  time  we  wrote  this  railroad  asking  their  rate- 
and  the  proper  routing  to  be  used,  to  which  they  replied  in 
writing,  giving  the  rate  and  routing,  and  as  the  rate  corre- 
sponded with  the  rate  we  had  been  receiving  we  instructed  the 
shippers  to  route  several  cars  their  way.  We  paid  the  freight 
on  these  shipments  upon  rate  which  was  quoted,  in  some  in- 
stances changing  the  freight  bills  and  giving  the  tariff  authority. 

After  a  lapse  of  several  months  balance  due  bills  were  pre- 
sented on  the  basis  of  a  higher  rate,  and  upon  communicating 
with  the  department  that  originally  quoted  the  rate,  they  ad- 
vised that  the  higher  rate  was  correct.  In  view  of  the  fact  that 
we  had  their  rate  in  writing,  was  it  necessary  for  us  to  pay 
the  balance  due  bills?  If  so,  can  the  amount  be  recovered 
through  claim? 

Answer:  The  Interstate  Commerce  Commission  has  held  in 
a  number  of  cases  that  a  shipper  is  charged  with  notice  of  the 
lawful  tariff  rate  and  that  a  misquotation  of  a  rate  is  not  ground 
on  which  to  base  a  complaint  for  reparation.  See  Obear-Nester 
Glass  Co.  vs.  Mo.  Pac.,  41  I.  C.  C.  446,  and  Utah  Wholesale  Gro- 
cery Co.  vs.  N.  W.  Ry.  Co.,  39  I.  C.  C.  345.  While  under  section 
6  of  the  act  a  carrier  who  shall  misquote  the  applicable  rate 
upon  written  request  made  upon  the  agent  of  the  carrier  is 
liable  to  a  penalty  of  $250,  this  penalty  accrues  to  the  United 
States  and  not  to  the  shipper.  There  is,  therefore,  no  means 
by  which  the  amount  represented  by  the  balance  due  bills  can 
be  collected  from  the  carrier. 

Loss  of  Goods  by  Carrier 

Illinois. — Question:  On  March  12  we  forwarded  to  our  order 
notifying  -our  customer,  via  C.  B.  &  Q.  freight,  some  wallpaper 
which  was  not  accepted  by  the  consignee.  In  answer  to  our 
tracer  of  April  26,  on  May  14  we  received  notice  from  the  Bur- 
lington Railroad  which  told  us,  among  other  things,  that  if  dis- 
position was  not  received  before  the  expiration  of  sixty  days 
from  the  date  of  notice,  the  shipment  would  be  sold  without 
further  notice.  We  were  corresponding  with  our  customer  in 
the  hopes  of  getting  him  to  accept  the  material  he  ordered. 
Finding  it  impossible'  to  get  this  acceptance,  on  July  17,  we  sent 
the  bill  of  lading  to  the  railroad  company,  requesting  a  recon- 
signment  of  the  shipment  to  ourselves,  and  were  told  by  them,  in 
their  letter  of  July  25,  that  the  shipment  had  been  forwarded 
to  their  over-freight  station  at  Omaha  and  disposed  of  on  June 
14.  We  cannot  find  anything  on  the  bill  of  lading  which  gives 
the  carrier  authority  to  dispose  of  a  shipment  without  first 
notifying  the  owner,  or  that  gives  them  authority  to  dispose  of 
it  under  any  consideration.  May  we  have  your  opinion? 

Answer:  The  sale  of  freight,  by  a  carrier  for  transporta- 
tion charges  is  covered  by  the  statutes  of  the  various  states 


and  the  carrier  in  disposing  of  freight  must  strictly  observe  the 
provisions  of  the  statutes  or  respond  in  damages  to  the  owner 
of  the  goods.  Whether  or  not  the  carrier  in  the  instant  case  is 
liable  for  the  value  of  the  goods  you  shipped  depends  upon  the 
provisions  of  the  statutes  of  the  state  in  which  the  point  to  which 
such  goods  were  shipped  is  located. 

Liability  of  Rail  Carrier  for  Loss  Occurring  on  Connecting  Water 

Carrier 

New  York. — Question:  Will  you  please  interpret  section  437 
of  the  transportation  act  of  1920,  amending  the  eleventh  para- 
graph of  section  20  of  the  interstate  commerce  act,  which  pro- 
vides: "That  if  the  loss,  damage,  or  injury  occurs  while  the 
property  is  in  the  custody  of  a  carrier  by  water — the  liability 
of  such  carriers  shall  be  determined  by  and  under  the  laws  and 
regulations  applicable  to  transportation  by  water,  and  the  lia- 
bility of  the  initial  carrier  shall  be  the  same  as  that  of  such 
carrier  by  water." 

We  take  this  to  mean  that  the  inland  rail  carrier  is  relieved 
of  the  liability  imposed  upon  it  by  the  Carmack  amendment 
to  the  extent  of  the  limitation  of  the  water  carrier's  liability. 

Answer:  Paragraph  11  of  section  20  of  the  interstate  com- 
merce act,  known  as  the  Cummins  amendment,  makes  the  initial 
carrier  liable  to  the  lawful  holder  of  a  receipt  or  bill  of  lad- 
ing, for  any  loss,  damage  or  injury  to  property  covered  thereby 
caused  by  it  or  by  any  common  carrier,  railroad  or  transportation 
company  to  which  such  property  may  be  delivered  or  over  whose 
line  or  lines  such  property  may  pass  when  transported  on  a 
through  bill  of  lading.  The  effect  of  the  provision  referred  to 
by  you  is  to  limit  the  liability  of  the  initial  carrier  for  losses 
occurring  on  connecting  carriers  to  the  extent  that  the  liability 
of  such  water  carriers  is  limited  by  the  laws  and  regulations 
applicable  to  transportation  by  water,  particularly  by  what  is 
known  as  the  Harter  act. 

Liability  of  Connecting  Carrier 

Alabama. — Question:  On  February  27,  1919,  during  the  pe- 
riod of  federal  control  of  the  railroads,  there  was  shipped  to  us 
from  a  point  on  the  Grand  Trunk  in  Canada,  a  carload  of  ruta- 
baga turnips.  This  car  moved  through  Buffalo,  N.  Y.,  then 
Potomac  Yards  via  Southern  Railway  to  Birmingham,"  Ala.  The 
contents  were  partly  frozen  on  arrival  and  we  filed  claim  against 
the  delivering  carrier.  The  claim  was  declined  on  the  grounds 
that  the  loss  was  not  in  excess  of  2  per  cent,  and  for  no  other 
reason.  We  entered  suit  against  the  delivering  line — Southern 
Railway  System,  and  the  federal  liquidating  agent. 

We  have  had  a  conference  with  the  attorneys  of  the  South- 
ern and  they  admit  that  the  carriers  are  liable  for  the  damage, 
but  that  the  damage  did  not  occur  on  the  lines  of  the  Southern 
and  therefore  we  should  have  sued  the  initial  carrier,  even 
though  the  initial  carrier  did  not  have  a  representative  in  this 
district  and,  in  addition  to  this  the  shipment  originated  in 
Canada. 

The  attorneys  for  the  Southern  state  that  they  are  not  aware 
of  any  decisions  'whereby  we  had  a  right  to  sue  the  delivering 
carrier  under  the  circumstances  as  outlined  above.  Our  inves- 
tigation tends  to  show  that  they  are  correct  in  claiming  that 
the  damage  was  done  before  reaching  their  lines.  The  attorneys 
state,  however,  that  if  we  can  cite  them  to  competent  decisions 
defending  our  action  in  suing  them  that  they  will  authorize  pay- 
ment. 

If  you  are  aware  of  any  decisions  that  will  support  our 
action  in  suing  the  delivering  carrier  under  the  circumstances 
as  outlined  I  will  appreciate  your  advice  and  opinion. 

Answer:  The  rule  is  well  settled  that,  in  the  absence  of 
some  special  statutory  provision,  or  of  a  partnership  agreement, 
or  joint  undertaking  between  several  lines  of  carriers,  an  inter- 
mediate or  terminal  carrier  is  liable  only  for  loss  or  injury 
occurring  on  its  own  line,  and  this  rule,  it  is  said,  is  specially 
applicable  where  there  is  no  prorata  sharing  of  freight  charges 
made  under  the  initial  contract,  and  where  the  terminal  car- 
rier refuses  to  receive  a  shipment  under  the  initial  contract,  but 
receives  the  same  under  a  new  contract  whereby  it  makes  its 
own  rates  and  collects  its  own  charges,  and  limits  its  liabilities 
to  its  own  lines.  The  initial  carrier  acts  only  as  agent  with 
respect  to  the  portion  of  the  route  beyond  its  own  lines, 
connecting  carrier  is  not  an  insurer  of  goods  against  damage 
resulting  thereto  while  in  its  possession  from  causes  occurring 
before  the  goods  were  delivered  to  it  and  for  which  it  was  not 
responsible,  it  being,  under  such  circumstances,  required  to 
exercise  only  reasonable  care  to  save  the  property  from  further 
damage  after  the  condition  which  caused  the  damage  has  been 
discovered  or  should  have  been  discovered  by  it  in  the  exercise 
of  such  care.  See  Otrich  vs.  St.  L.  I.  M.  &  S.  Ry.  Co.,  134  S.  W. 
665,  and  M.  K.  &  T.  Ry.  Co.  vs.  Texas  &  Stark  Grain  Co.,  131 
S.  W.  410. 

Eggs — Allowance  of  Five  Per  Cent  in  Case  of  Damage 

Minnesota — Question:  Recently  we  filed  claim  against  the 
railroad  company  for  the  value  of  eggs  which  were  damaged  in 
six  cases  in  a  carload  shipment.  These  eggs  were  rehandled 
and  repacked,  although  the  bill  of  lading  made  out  by  the  ship- 
per did  not  describe  the  eggs  in  that  manner.  The  Western 
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Weighing  &  Inspection  Bureau  report  shows  the  number  of 
eggs  damaged  in  each  case  and  the  way  each  case  was  marked, 
showing  that  the  eggs  in  the  car  were  of  different  grades. 

We  filed  claim  for  actual  damage,  not  making  any  allowance 
for  five  per  cent  for  natural  breakage,  as  provided  for  in  Con- 
solidated Freight  Classification  No.  2,  page  152,  item  4,  section 
6,  for  the  reason  that  the  eggs  were  repacked. 

The  railroad  company  insisted  that  we  allow  the  five  per 
cent,  owing  to  the  fact  that  the  shipper  did  not  make  the  nota- 
tion on  the  billing  that  the  eggs  were  repacked,  as  provided  for 
in  Consolidated  Freight  Classification  No.  2,  page  151,  item  4, 
section  1. 

Furthermore,  when  this  five  per  cent  allowance  is  to  be 
taken  into  consideration  should  this  five  per  cent  deduction  be 
made  from  the  total  amount  of  the  claim,  allowing  five  per  cent 
for  each  case,  or  shall  the  five  per  cent  allowance  be  taken  from 
each  individual  case,  such  as  a  case  having  only  9  broken  eggs, 
which  would  be  less  than  five  per  cent  of  that  case,  so  there 
would  be  no  claim.  In  filing  our  claims  we  have  drawn  up  the 
total  loss  or  damage  and  then  have  made  an  allowance  of  five 
per  cent  for  each  case  damaged,  or  1%  dozen  for  each  case, 
which  amount  of  money  has  been  deducted  from  the  total  amount 
of  claim. 

In  this  particular  case  is  the  railroad  company  correct  in  de- 
manding the  five  per  cent  deduction  for  natural  breakage,  due  to 
the  fact  that  the  shipper  did  not  specif p  on  the  bill  of  lading  that 
the  eggs  were  repacked,  although  the  Western  Weighing  &  Inspec- 
tion Bureau  report  shows  the  marking  on  the  several  different 
cases  to  be  of  different  quality? 

Answer:  If  the  shipment  did  in  fact  consist  of  rehandled 
and  repacked  eggs  and  conclusive  proof  thereof  is  available,  we 
are  of  the  opinion  that  the  carrier  may  not  rightfully  refuse 
payment  of  the  full  amount  of  the  claim,  regardless  of  the  fail- 
ure of  the  shipper  to  make  the  proper  notation  on  the  bill  of 
lading  as  to  character  of  the  shipment. 

This  for  the  reason  that  the  so-called  five  per  cent  rule  is 
based  upon  the  assumption  that,  except  as  to  stored,  packed  and 
rehandled  and  repacked  eggs  a  certain  number  of  broken  or 
damaged  eggs  are  ordinarily  packed  into  a  case,  and  the  rule  is 
therefore  limited  in  its  application  to  such  eggs. 

With  respect  to  the  manner  of  applying  the  five  per  cent 
deduction,  it  should  be  noted  that  section  6  of  note  6  of  Con- 
solidated Classification  provides:  "Each  case  shall  be  used  as 
a  unit,  provided  information  is  furnished  the  carrier  by  joint 
inspection  or  otherwise  of  the  damage  in  each  case.  In  other 
instances  the  consignment  shall  be  the  unit." 

N.  Y.  C.  BOND  EXCHANGE 

The    Traffic    World    Washington   Bureau 

The  New  York  Central  has  been  authorized,  in  finance 
docket  No.  1528,  to  issus  not  to  exceed  $4,425,000  of  4  per  cent 
consolidation  mortgage  bonds,  series  "A,"  in  exchange  par  for 
par  for  a  like  amount  of  New  York  Central  &  Hudson  River 
Railroad  3.5  per  cent  Lake  Shore  collateral  bonds. 

This  exchange  of  bonds  is  to  be  made  if  and  when  the  hold- 
ers of  3.5  per  cent  Lake  Shore  collateral  bonds  make  the  de- 
mand. The  agreement  under  which  the  old  New  York  Central 
&  Hudson  River  and  the  Lake  Shore  were  consolidated  provides 
among  other  things  that  holders  of  Lake  Shore  collateral  bonds 
not  exceeding  $70,000,000  for  which  consents  in  the  consolidation 
were  given  and  accepted  by  the  old  New  York  Central  shall 
have  the  right  at  any  time  subsequent  to  the  consolidation  to 
exchange  for  cancellation  such  3.5  per  cent  collateral  bonds  for 
a  like  amount  of  4  per  cent  consolidation  mortgage  bonds, 
series  "A." 

In  "Proposed  Bond  Issue  by  N.  Y.  C.  &  H.  R.  R.  R.  Co,"  30 
I.  C.  C.  147,  the  Commission  expressed  the  opinion  .that,  from  a 
standpoint  of  economy  in  operation  and  facility  in  the  future 
financing  of  the  two  companies,  the  consolidation  was  war- 
ranted, and  (while  under  the  law  existing  at  that  time  the 
Commission  had  no  jurisdiction  or  control  over  such  matters) 
that,  as  a  practical  matter,  the  exchange  of  the  3.5  per  cent 
Lake  Shore  collateral  bonds  for  4  per  cent  consolidation  mort- 
gage bonds  under  the  circumstances  disclosed  was  a  necessary 
step  in  the  carrying  out  of  the  proposed  consolidation  plan  as 
outlined  to  the  Commission  by  the  New  York  Central  &  Hudson 
River  Company. 

No  objection  was  raised  by  anyone  to  this  carrying  out  of 
the  consolidation  agreement  which  was  passed  on  favorably 
by  the  Commission  at  the  time  the  plans  were  made,  though 
the  Commission  had  no  jurisdiction 


overlooked  in  tin-  past  In  many  members  of  tin-  League:  ;md.  in  view 
of  the  recommendation  li.v  the  two  committees  above  mentioned,  it 
seems  desirable  to  urge  members  to  exercise  more  care  in  the  future, 

l~n*l~     i«     *li^     1.i.,ll.,i      rtf    r*i  >i  i-L-intr     anH     r-.m  flf  I  n  f 


PACKING  AND  MARKING 

A  circular  of  the  National  Industrial  Traffic  League  to  mem- 
bers says: 

At  a  joint  meeting  of  sub-committees  representing  the  demurrage 
and  storage  committees  of  the  American  Railway  Association  and  the 
National  Industrial  Traffic  League,  at  Montreal,  Canada.  July  18  and 
'!'.  attention  was  called  to  the  importance  of  the  proper  marking  and 
packing  of  shipments.  This,  to  some  extent,  seems  to  have  been 


both  in  the  matter  of  marking  and  packing. 


compliance   therewith,    ana  a.   snipper 

will  not  only  obtain  the  advantage  of  a  lower  rate,  in  many  instancea 

but    will    greatly    facilitate    the    proper    handling    and    delivery    of    his 


CONSOLIDATED  CLASSIFICATION  DOCKET 
In  the  Weekly  Traffic  Bulletin  this  week  is  printed  the 
special  docket  of  the  Consolidated  Classification  Committee 
for  hearings  of  the  Official,  Southern  and  Western  classification 
committees  for  consideration  of  proposals  for  changes  in  and 
additions  to  shipping  container  rules  and  requirements.  The 
hearings  will  begin  at  San  Francisco,  September  7;  Chicago, 
September  20;  New  York,  September  26,  and  Atlanta,  October  26. 


Digest  of  New  Complaints 

• . • 

No.    12965.     Merchants'    Exchange  of  St.   Louis   et  al.   vs.    Aberdeen  & 
Rockfish  ct  al. 

t'njust.   unreasonable,    unjustly   discriminatory  ana    undul 
erential  rates  on  Brain  and  grain  products  from  Ohio  and  Mis 
sippi  River  crossings  to  Mississippi  Valley,  southeastern  and  ('urn 
lina  territories.     Asks  just  and  reasonable  and  non-discriminators 

No.  12966.     East    Hay   Water  Co.  et  al.,  Oakland,  Calif.,   vs.    Paxne,   as 

Unjust,  unreasonable  rates  on  petroleum  fuel  oil  from  Rich- 
mond, Calif.,  to  Oakland,  Calif.  Asks  reparation. 

No.  12967.     C.  H.   Hammond  ct  al.,  Millarton,  X.  D.,   vs.  Midland  Con- 
tinental ct  al. 

Unjust  and  unreasonable  rates  on  grain  from  Sydney  and  Mil- 
larton, N.  D.,  to  Minneapolis,  Duluth  and  Chicago.  Asks  reparaj 

No.    12968.      Judson    Manufacturing   Co..    San    Francisco,    vs.    Southern 
Pacific  and  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  for  inter-plant  switching  service  .-it 
complainant's  plant  at  Emeryville,  Calif.,  on  ingots  and  other  steel 
articles.  Asks  for  reparation. 

No.   12970.     Charleston   (S.  C.)   Traffic  Bureau   vs.   Atlantic   Coast   Line 
et  al. 

Alleges  that  application  of  second  class  rating  on  chocolate 
flavoring  syrup  in  metal  cans,  in  barrels  or  boxes.  L.  C.  L.,  ir 
unjust,  unreasonable  and  unjustly  discriminatory  .-is  compared 
with  third  class  and  lower  ratings  accorded  similar  edible  articles; 
Asks  for  third  class  rating. 

No.    12971.     The   Rochond   Co.,   Van   Wert,   O.,   vs.   James   C.    Davis,   as- 
agent,  et  al. 

Unjust  and  discriminatory  rates  on  crushed  white  stone  and 
crushed  marble  from  Whitestone  and  Tate,  Ga..  to  Van  Weil.  ". 
Asks  just  and  non-discriminatory  rates  and  reparation. 

No.  12972.    The  State  Highway  Dept.  of  Texas.  Austin.  TVx..  vs.  James 
C.  Davis,  as  agent,  et  al. 

Unjust,    unreasonable    and    unduly    prejudicial    rate    charged    on 
one    car    of    black    powder    from    Raritan     Arsenal.    Xixon.    X.    .I.. 
February    3,    1H20,    originally    consigned    to    State    Highway    l'e|>!.. 
Lincoln,    Neb.,   reconsigned   to  State  Engineer,    Austin.   Tex. 
reparation  of  $500. 

No.   12973.     Chevrolet  Motor  Co.  of  New  York   vs.   .James  C.   Davis,   as 
agent,  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  tire 
carriers  from  Detroit,  Mich.,  to  Tarrytown,  N.  Y.,  during  the 
period.  October,  1017.  to  October,  llllil.  Asks  for  reparation  and 
establishment  of  item  in  classification  to  cover  tire  carriers. 
or  in  packages,  minimum  weight  30,000  Ibs..  at  ratings  not  to 
exceed  fifth  class. 

No.  12974.     Continental  Gin  Co..  Birmingham.  Ala.,  vs.  Payne,  as  agent. 
Unjust  and  unreasonable  rates  charged  on  six  carloads  of  c<ni"ii 
tramjyers  or  packers,  shipped  during  1910.  from  San  Antonio.  Tex 
to   Atlanta.    Ga..    Birmingham    and   Prattville.    Ala.,    and    Memphis, 
Tenn.     Asks  reparation  of  $892.50. 

No.    12975.      Arizona   Packing   Co.,    Cactus,    Ariz.,    vs.    Arizona   Easi 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  live 
from    points    in    Arizona,    California.    Colorado,    Kansas.    Okla 
Xew  Mexico  and  Texas  and   other  states   to   Cart  us.    An/...    a 
fresh    meat    and    packing    house    products    from    Cactus,    An 
various    interstate    destinations.      Alleges    that    the    rates    in 
are  unduly  prejudicial  to  Cactus  and  unduly  preferential  of  ei.ni- 
plainant's    competitors   at    Los    Angeles,    San    Diego.    Kl    I'aso.    I- 
Worth,   Oklahoma    City,   Wichita,    Kansas   City.    Denver  and   other 
cities.     Asks  for  just  and   reasonable   rates  and   reparation. 

No.  12976.  Arizona  Packing  Co.,  Cactus,  Ariz.,  vs.  Arizona  Eastern  et  al. 
Alleges   that    failure   of   defendants    to   perform    loading   and   un- 
lading services  on  shipments  of  live  stock  at  complainant's  pack- 
ing   house    at    Cactus.    Ariz.,    or    to    make    an    allowance    in    lieu 
thereof    while    contemporaneously    performing    such     service 
complainant's     competitors    results     in     unjust    and     unreasonable 
rates.      Asks   for  establishment  of   loading   and   unloading   se: 
without   extra  charge   above   the   line-haul    rales   or  allowances    in 
lieu   thereof,   and   reparation. 

No.   12977.     Jackson   Chamber  of  Commerce.  Jackson.   Mich.,   et  al.  vs. 
Ann  Arbor  R.  R.  et  al. 

Unjust,    unreasonable,   unduly  prejudicial   and    unjustly   discrimi- 
natory  charges   on    bituminous   coal    from    the   Ohio   fields    and    horn 
the  Inner   and    Outer    Crescent    fields    to   Jackson.    Mich..    Chelsea, 
Cement    City,    Coldwater.    Albion.    Kenton.    Union    City,    Xewaygo, 
Petoskey.  Mich.     Ask  for  just  and  reasonable  rates  and  reparation. 

No.   12978.     The  Quaker  Oats  Co.,   Chicago,   111.,    vs.   Director   General, 
as  agent,  Canadian  Xorthern  et  al. 

t'njust  and  unreasonable  storage  charges  at    Long  Dock.   .!< 
City,   on   rotled   oats  shipped   from    Xeepawa.    Manitoba,   by    reason 
of  defendants'    failure   to  notify  complainant   of  arrival.     Asks  for 
reparation. 


i«.  i»-'i  TIII-:    TRAKHc    WORLD 


SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why— 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he. is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

August  15 — Washington,  D.  C.— Commissioner  Lewis: 

12929 — Interstate  rates  on  grain,  grain  products  and  hay,   C.   L.,   be- 
tween points  in  western  and  Mountain-Pacific  groups. 
August   15 — Portland,   Ore. — Commissioner  Aitchison  and/or  Examiner 

Portions    of    fourth    section    applications    345,    349    and    11996,    R.    H. 

Countiss;  12012.  U.  P.  R.  R.;  12017,  G.  N.  Ry..  and  12018,  N.  P.  Ry. 

August   17 — Spokane,    Wash. — Commissioner   Aitchison   and   Examiner 

Fourth  section  applications  345,  349,  11996,  R.  H.  Countiss:  12012, 
Union  Pacific;  12017,  Great  Northern;  12018,  Northern  Pacific. 

August  18 — Washington,  D.  C. — Examiner  Clark: 

*  Finance  Docket  1472 — In  the  matter  of  application  of  Mississippi 
Central  R.  R.  for  authority  to  acquire  control  of  a  branch  line 
of  the  Gulf,  Mobile  &  Northern  R.  R. 

August     19 — Helena,     Mont. — Commissioner    Aitchison     and     Examine 

Fourth    section    applications    345.    349,    11996.    R.    H.    Countiss;    12012, 

Union  Pacific;  12017,  Great  Northern;  12018,  Northern  Pacific. 
August  24 — Atlanta,  Ga. — Railroad  Commission  of  Georgia: 

Finance    Docket   1451 — Application   of   Hawkinsville   &    Florida   Sou. 

Ry.  Co. 
August  26 — Washington,  D.  C. — Examiner  Clarke: 

Finance   Docket  1375 — Application  of  the  N.   Y.  C.   for  approval  of  a 

certain  lease. 
September  1 — Washington.  D.  C. — Director  Colston: 

Finance    Docket   1535 — In  the   matter  of  the  application   of  the   pro- 
visions of  Section  209  of  the  Transportation  Act,  1920,  to  the  car- 
riers by  railroad  under  common  ownership  or  control. 
September  1 — Chicago,  111. — Examiner  Wilson: 

I.  and  S.  1371 — Sand  and  gravel  from  Michigan  City,  Ind.,  to  Johns- 

town-Connellsville  territory. 
Sept.  1 — Norfolk,  Va. — Examiner  Wilson: 

12771 — Farmers  Mfg.   Co.  et  al.   vs.   Director  General  and   S.  A.   L. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 

September  2 — Salt  Lake  City,  Utah — Examiner  Keene: 

12821 — Utah  Fuel  Co.  vs.  Director  General. 
Sept.    2 — Beaver    Dam,    Wis. — Examiner    Carter: 

12787— Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  a  I. 
Sept.  3 — Charlotte,  N.   C. — Examiner  Wilson: 

12804 — Queen   City   Iron   &   Steel  Co.   vs.    S.    A.    L..    Director  General 

ft    M. 

September  6 — Boston.  Mass. — Examiner  Gerry: 

I.  and  S.  1369— Woolen  yarn  from  Skowhegan.  Me.,  to  Boston,  Mass.. 

and  other  points. 
Sept.  6 — Charleston,   S.   C. — Examiner  Wilson: 

12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 

12675 — Charlseton  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al. 

12837— Julius  W.   Nichols  vs.   S.  A.  L. 
September  6 — Washington,   D.   C. — Examiner  Fuller: 

I.  and  S.  1365— Routing  on  coal  from  Western  Maryland  Ry.  mines 

to  eastern  destinations. 
September   6 — Chicago,    111. — Examiner   Carter: 

12810 — Columbia   Quarry   Co.    vs.    Director   General. 

12801 — Mason  City  Brick  -and  Tile  Co.  et  al.  vs.  Director  General. 


September  6 — San  Francisco,  Calif. — Examiner  Keene: 
12896 — East  Bay  Water  Co.  vs.  Director  General. 
12843 — Pacific  Rice  Mills  et  al.   vs.   Director  General. 

September  7 — Washington.  D.  C. — Examiner  W.  H.  Wagner: 
*  12478 — Allowance  of  mileage  for  Mississippi  River  crossings. 
September   7 — Chicago,    III. — Examiner   Carter: 

12807 — California    and    Hawaiian    Sugar    Refining    Corp.    et    al.    vs. 

A.  T.  &  S.   F.   et  al. 
Sept.  7 — Washington,  D.  C. — Examiner  Fuller: 

5504 — Ttie  Cotton  Manufacturers'  Assn.  of  S.  C.  vs.  C.  C.  &  O.  et  al. 
September  7 — Columbus,    Ohio — Examiner  Mullen: 

12712 — Hood    Coal    Co.    et    al.    vs.    Monongahela   Valley    Traction    Co. 

et  al. 
Sept.    7 — Knoxville,    Tenn. — Examiner    Gault: 

12762 — Southern  Appalachian  Coal  Operators'   Assn.   et  al.   vs    C.   N. 
O.   &  T.   P.    et  al. 


PANAMA  CANAL   TRAFFIC 

The  total  number  of  vessels  and  craft  of  all  kinds  through 
the  Panama  Canal  in  June,  1921,  as  compared  with  the  preceding 
month,  and  with  the  corresponding  month  of  last  year,  was  as 
follows : 

June, 
Vessels.  1921. 

Commercial     1:13 

1'nited   States  government    33 

Launches   (under  ten  tons)    3 


May, 

1921. 

210 

30 

6 


June, 

11120. 

201 

11 

6 


Total     229 


216 


218 


RAILWAY   MAIL   PAY  CASE   REOPENED 


The  Commission  has  reopened  No.  9200,  Railway  Mail  Pay, 
for  a  re-examination  and  such  further  order  as  the  Commission 
may  direct  with  respect  only  to  the  facts  and  circumstances 
surrounding  the  transportation  of  mails  and  the  service  con- 
nected therewith  on  the  lines  of  the  Bingham  &  Garfleld,  Cali- 
fornia Western  R.  R.  &  Nav.  Co.,  Great  Southern,  Indian  Valley, 
Lake  Tahoe  Ry.  &  Transportation  Co.,  McCloud  River  R.  R., 
Nevada  Central,  Nevada  County  Narrow  Gauge,  Nevada  North- 
ern, Pacific  &  Idaho  Northern,  Quincy  R.  R.  Co.,  Ray  &  Gila  Val- 
ley, Sacramento  Valley  &  Eastern,  San  Diego  &  Arizona,  San 
Luis  Southern,  Sierra  Ry.  Co.  of  California.  Spokane  Interna- 
tional, Sumpter  Valley,  Colorado,  Wyoming  &  Eastern,  Nevada 
Copper  Belt,  Washington,  Idaho  &  Montana,  Yreka  R.  R.  and 
the  Ybsemite  Valley. 


PAYMENTS   TO   CARRIERS 

The  Interstate  Commerce  Commission,  August  4,  announced 
that  it  had  issued  partial  payment  certificates  to  the  St.  Louis- 
San  Francisco  Railway  for  $50tt,000  covering  in  part  the  guar- 
anty period;  for  $50,000  to  the  Butler  County  Railroad  for  the 
federal  control  period;  and  $15,000  to  the  Moshassuck  Valley 
covering  the  federal  control  period. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Specialist  &  Counsellor 

Bate  Analysis — Claims 

Transportation  971  SPITZER  BLDQ. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Reining  to  BUU, 

Interstate  and  Foreign  Commerce 


OEOROE  N.  BROWN 


QBOEGE  L.  BOYLK 


BROWN  &  BOTLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Buildinf,  Wishinjton.  D.  O 

Telephone  Main  2702 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
state Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 
Suite     112O    Hurt    Building 

ATLANTA,  GA. 
CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Mramlner,  InUrstaU 
Commerce  Commission,  and  prior  thereto  engaged  in  tat 
practice  of  law  at  Louisville,  Ey. ) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  CommiMioa,  United  State*  Shipping  Board. 
Federal  Courts. 

701-706  WOODWARD  BLDQ.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern  Building        Washington,   D.C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main   3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

iST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City.Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso) .  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


t  20,  1921 


THE    TRAFFIC     WORLD 


339 


Our  nailing  schedule,  in  leaflet 
form,  will  be  of  value  to  any 
box  user.  It  will  show  how 
to  get  one  Imndred  per  cent 
efficiency.  It  is  easy  to  apply. 

In  order  that  this  knowledge 
may  be  put  into  general  use, 
we  will  gladly  mail  our  nail- 
ing schedule,  without  charge, 
to  any  box  user. 


Hitting  the  Nail  on  the  Head 

is  only  the  last  step  in  the  correct 
nailing  of  box  shooks.  A  right 
choice  must  first  be  made  of  the 
kind  of  nail,  its  thickness,  length 
and  head.  There  must  be  the 
right  number  of  nails  to  each 
nailing  edge;  the  nails  must  be 
correctly  spaced. 

A  few  additional  nails  prop- 
erly placed  have  increased  box 
efficiency  fifty  to  one  hundred 
per  cent. 

Correct  nailing  reduces  freight 
claims;  insures  safe  delivery; 
pleases  customers. 

Do  not  guess  in  nailing  shooks. 
An  accurate  nailing  schedule  has 
been  worked  out,  based  on  labo- 
ratory tests.  Write  us  for  it. 

Good  Wood  Boxes 


Backed  by  the  National  Association  of  Box  Manufacturers 

GENERAL  OFFICES: 
1553  CON  WAY  BUILDING,  CHICAGO 

New  England:  F astern:  Southeastern: 

1013  SCOLLAY  BLDG.     433  CALVI-.RT  BLDG       2IO  WALTON  BLDC 

Boston,  Mass.  Baltimore,  Md.  Atlanta,  Ga. 
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2000  Miles  in  Five  Minutes 


SEND  a  case  of  your  product  on 
this  trip.     Give  it  the  jars,  bumps,  and 
knocks  it  encounters  from  draymen,  freight 
handlers,  rough  riding  freight  cars,  the  shock 
of  quick  stopping  of  heavy  equipment,  etc. 

In  Jive  minutes  a  haul  of  2,000 

miles  is  actually  simulated  by  means  of  a 
large,  hollow,  revolving  drum  on  the  inside 
of  which  are  scientifically  constructed 
hazards  to  give  the  case  the  severest  tests  it 
would  get  in  actual  transit. 


This  is  a  new  way  to  test  your 
shipping  case — a  way  to  eliminate  many 
transportation  losses  and  damage  claims. 

It  is  but  one  of  the  methods  used 
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struction of  shipping  cases  which  is  now 
being  conducted  by  the  Container  Club. 

The  tests  are  made  at  the  Mellon 
Institute  of  Industrial  Research  at  the  Uni- 
versity of  Pittsburgh,  where  an  Industrial 
Fellowship  is  maintained,  with  full  labora- 
tory and  testing  apparatus. 


A  Free  Service 

Your  shipping  problems  can  be  solved.  We 
shall  be  glad  to  tell  you  what  is  to  be  done  in  send- 
ing sample  cases  of  your  goods  to  the  testing  labora- 
tory. Writf  and  avail  yourself  of  this  free  service. 
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sociation  of  this  kind  ought  to  be  most  valuable  as  a 
remover  of  narrowness  and  a  promoter  of  concerted 
action  along  wise  lines.  We  wish  it  every  success. 


FREIGHT  TRAFFIC  OFFICERS'  MEETING 

The  American  Association  of  Freight  Traffic  Offi- 
cers which,  until  1917,  was  a  live  organization  but  which, 
en  account  of  the  war,  with  the  accompanying  govern- 
ment control  of  the  railroads,  suspended  active  opera- 
tions and  was  only  held  together  by  the  thread  of  its 
death  benefit  fund,  is  "coming  back."  Last  May  it 
held  its  first  meeting  since  1917  and  it  was  decided  to 
have  its  annual  meeting  in  -Chicago  at  the  Drake 
Hotel,  September  19,  with  an  elaborate  banquet  in  the 
evening. 

As  to  whether  this  particular  class  of  railroad  offi- 
cials shall  have  a  social  organization  is,  of  course, 
strictly  their  own  business  and  a  matter  of  opinion  with 
them,  but  the  benefit  of  such  an  organization  does  not 
stop  with  social  intercourse.  Indeed,  one  of  its  ex- 
pressed purposes  is  the  discussion  of  general  topics  of 
interest  to  the  members,  and  the  point  we  wish  to  make 
is  that  there  perhaps  has  never  been  a  time  when  the 
getting  together  informally  on  terms  of  good  fellow- 
ship of  the  men  who  get  the  business  for  the  rail- 
roads of  the  country  could  serve  a  better  purpose  than 
[now. 

The  railroads  need,  not,  perhaps,  a  formally  adopted 
policy  in  which  they  shall  unite  as  to  the  methods  they 
employ   in   soliciting  and   taking  care   of  traffic,  but  at 
least  an  exchange  of  views  and  a  realization  that  there 
is    something    about    which     views    can    be    exchanged. 
Selling  transportation    is   like    selling   anything   else,    in 
many  of  its  features,  and  unlike  anything  selling  any- 
thing else  in  some  of  its  other  aspects.    Many  traffic  men 
•do  not  seem  to  realize  that  they  are  in  the  business  of 
merchandising.     They  need  that  realization.     And  those 
>-who  do  not  realize  it  cannot  fail  to  profit  by  learning 
[•what    others    are    doing   and    thinking,    not   only    as    to 
fche  more   specific  details,   but   as   to   the   broad   general 
problems  of  rates  and  the  movement  of  traffic.     An  as- 

341 


READJUSTMENT   OF   FREIGHT   RATES 

The  Commission,  in  its  decision  in  the  western  live 
stock  case,  does  not  use  the  same  line  of  reasoning  em- 
ployed by  its  attorney-examiner,  Mr.  Disque,  who 
recommended  reductions  in  the  freight  rates,  but  it  ar- 
rives at  the  same  conclusion — which  is  that  there  should 
be  reductions.  Mr.  Disque  found  that  present  rates  were 
reasonable  and  that  reductions  would  not  result  in  in- 
creased traffic  and  thereby  augment,  or  at  least  not 
deplete,  the  earnings  of  the  carriers,  but  that  there 
should  be  reductions,  nevertheless,  because  the  live  stock 
industry  was  in  a  bad  way  and  lower  freight  rates  would 
help  it.  His  logic  enabled  him  to  see  that  other  in- 
dustries might  ask  for  reductions  on  the  same  grounds 
and  the  earnings  of  the  carriers  thus  be  seriously  im- 
paired, but  he  thought  the  country  would  hardly  allow  the 
inevitable  result  of  such  a  condition  come  to  pass.  How 
the  country  would  prevent  it  or  what  right  the  Com- 
mission had  to  function  on  the  theory  that  somebody 
else  might  mend  the  leaks  caused  by  its  action,  he  did 
not  point  out. 

The  Commission  is  not  led  into  any  such  error.  It 
specifically  says  that  the  fact  that  an  industry  may 
be  impoverished  is  not  necessarily  a  reason  for  reduc- 
ing freight  rates,  any  more  than  a  prosperous  condi- 
tion of  business  is  a  reason  for  increasing  rates.  It  does . 
not  find  that  the  live  stock  rates  are  unreasonable  in 
a  transportation  sense  or  that  reductions  would  bring 
about  an  increase  in  tonnage.  But  it  does  find  the  live 
stock  business  in  the  depressed  condition  represented 
by  the  complainants  and  justifies  its  opinion  that  reduc- 
tions in  rates  ought  to  be  made  by  referring  to  its  de- 
cision in  Ex  Parte  No.  74,  making  the  great  advances 
now  in  effect,  in  which  decision  it  pointed  out  that  it 
had  to  act  in  such  a  hurry  that  perhaps  some  of  the 
advances  were  not  proper.  In  effect,  it  says  that  if,  at 
the  time  of  its  decision  in  Ex  Parte  74,  it  had  had  the 
information  it  now  has,  it  would  not  have  imposed 
such  heavy  advances  on  western  live  stock. 

The  Commission's  way  out  of  the  situation  is  much 
more  convincing  than  that  suggested  by  its  examiner 
and  its  logic  is  good  as  far  as  it  goes.  But  it  does  not 
go  far  enough.  In  the  first  place,  if  the  Commission  is 
convinced  that  the  present  advances  on  western  live 
stock  are  too  heavy,  all  things  considered,  why  docs  it 
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not  order  them  reduced  in>tcad  of  merely  suggesting 
that  the  carriers  ought  to  reduce  them?  \\  e  think  Com- 
missioner  McChord's  point  in  this  respect,  made  in  his 
dissenting  opinion,  well  taken. 

In  the  second  place,  since  the  Commission  takes 
cover  under  its  former  language  to  the  effect  that  it 
\\as  not  possible  at  the  time  of  the  decision  in  Kx 
1'arte  74  to  determine  the  commodities,  the  sections  of 
the  country,  and  the  individual  rates  that  could  best  bear 
the  burden  of  the  necessary  increase  in  the  general  rate 
le\el,  and  that  what  it  did  at  that  time  must  be  sub- 
ject to  readjustments,  why  does  it  not  suggest  a  read- 
justment now  instead  of  merely  a  reduction?  If  the 
carriers  follow  the  advice  of  the  Commission — which,  as 
things  go,  is  the  next  thing  to  an  order — they  will  be 
In-in-  revenue  needed  to  help  themselves  out  of  the 
same  condition  complained  of  by  the  live  stock  in- 
dustry. Readjustment  is  perfectly  proper,  and  by  all 
means  let  us  have  it.  But  readjustment  does  not  mean 
reduction.  It  should  mean  that  where  there  is  a  reduc- 
tion there  must  be  a  corresponding  advance.  Where 
is  the  compensation  in  this  case?  One  searches  in  vain 
the  report  of  the  Commission  for  any  hint  of  it. 

\Ve  suggest  that  unless  the  Commission  lays  down 
some  definite  policy,  based  on  a  pretty  thorough  survey 
of  the  business  and  rate  situation,  it  is  going  to  find 
itself  in  a  lot  of  trouble  by  reason  of  this  decision. 
There  are  already  similar  complaints  before  it  and  there 
will  be  more.  It  cannot  continue  to  decide  them  as  in- 
dividual cases  without  confusing  the  situation,  and  it 
cannot  continue  to  decide  them  in  favor  of  the  ship- 
pers, either  as  individual  cases  or  in  any  other  manner, 
without  injuring  the  carriers.  If  there  is  to  be  read- 
justment there  should  be  a  definite  scheme  and  a  decided 
policy.  We  have  no  fault  to  find  with  a  theory  that 
the  revenue  needed  shall  be  drawn  from  sources  able 
to  pay  it  and  that,  as  far  as  possible,  persons,  locali- 
ties, and  commodities  unable  to  pay  the  advances  be 
relieved.  Indeed,  we  have  advocated  something  like 
that  very  thing.  But  we  do  not  like  our  rate  "read- 
justments" piecemeal.  There  has  been  plenty  of  time 
since  the  last  advanced  rate  case,  known  as  Ex  Parte 
74.  '"or  tlie  carriers  and  the  Commission  to  have  worked 
out  at  least  the  outlines  of  a  definite  plan.  Is  there 
such  a  plan  or  has  work  begun  on  one?  If  so  we  have 
not  heard  of  it.  Here,  in  our  opinion,  is  the  next  great 
rate  task  confronting  the  country. 


THE  RAILROAD  CRISIS 

There  are  things  in  the  present  aspect  of  the  rail- 
road situation  that  ought  to  give  us  pause  and  cause  us 
to  think  of  the  future  state  of  our  rail  carriers.  The 
transportation  development  of  the  country  today  is  at 
a  standstill — indeed,  it  is  going  backward. 

At  the  hearing  on  the  bill  to  authorize  the  funding 
of  debts  owed  by  the  railroads  to  the  government,  Sena- 
tor Townsend  asked  Eugene  Meyer,  head  of  the  War 
Finance  Corporation,  whether  there  was  an  emergency 
requiring  the  attention  of  Congress  in  the  manner  pro- 
])osed.  Mr.  Meyer  said  he  preferred  that  the  Interstate 

imerce  Commission  or  the  Director-General  of  Rail- 
roads answer  that  question.  Then  he  gave  it  as  his 


personal  opinion  that  there  was  an  emergency.  Re- 
luctance on  the  part  of  Mr.  Meyer  to  answer  that  ques- 
tion is  easy  to  understand.  It  has  been  asked  and 
answered  in  the  affirmative  so  often  by  bankers,  rail- 
road men,  and  others,  that  men  of  weight  are  becoming 
as  unwilling  to  answer  as  they  would  be  to  answer  a 
question  as  to  the  result  of  multiplying  two  by  two. 

American  railroads,  in  the  last  seven  or  eight  years, 
in  some  things  have  gone  backward  or  have  been  so 
nearly  stationary  that  the  condition  is  one  of  retro- 
gression. In  the  matter  of  mileage,  the  progress  since 
the  end  of  1916  has  been  actually  that  of  a  crawfish. 
There  are  fewer  miles  of  line  (not  fewer  miles  of  all 
kinds  of  tracks)  than  there  were  at  the  end  of  1916. 
If  all  the  lines  between  all  points  in  the  United  States 
reached  by  railroad  tracks  were  put  into  one  line,  it 
would  have  been  only  258,525  miles  long  on  the  last 
day  of  December,  1919.  Three  years,  to  the  day,  be- 
fore the  end  of  1919,  the  line  would  have  been  259,705 
miles  long. 

Figures  for  1920  have  not  been  fully  compiled,  so 
the  shrinkage  for  that  year  cannot  be  stated.  It  is 
known,  however,  that  in  that  year  the  operation  of 
473.91  miles  was  abandoned  and  239.61  miles  of  track 
were  actually  taken  up  or  in  process  of  being  taken  up 
at  the  time  the  figures  were  compiled.  In  1917,  451 
miles  of  track  were  taken  up ;  in  1908,  506.93,  and  in 
1919,  299.56. 

Of  course,  the  abandonment  of  mileage  and  its 
demolition  in  the  war  years,  in  large  measure  may  be 
attributed  to  the  war.  While  hostilities  were  going 
on  the  government  conserved  man-power  (except  around 
some  of  the  government  offices  in  Washington)  so 
abandonment  of  operation  and  the  ripping  up  of  tracks 
was  not  so  strange  as  might  be  thought.  More  miles 
of  Canadian  tracks  than  American  were  taken  up  dur- 
ing the  war.  The  rails  and  ties  were  taken,  some  to 
the  front  in  Europe  and  some  to  points  in  Canada  where 
the  need  was  greater.  Practically  no  new  construction 
took  place. 

In  1919  new  construction  amounted  to  only  314 
miles  of  line.  In  that  year  the  abandonment  of  opera- 
tion put  out  of  use  337  miles  of  line. 

Since  the  government  took  over  the  railroads,  Jan- 
uary 1,  1918,  there  has  been  a  steady  decline  in  the  num- 
ber of  freight  cars  on  the  class  I  roads  of  the  country. 
Inasmuch  as  the  equipment  owned  by  the  roads  of  the 
two  other  classes  constitutes  only  a  small  percentage, 
the  decline  in  the  number  of  freight  cars  on  the  class  I 
roads  may  be  taken  as  indicative  of  the  condition  on  the 
railroads  as  a  whole. 

On  the  last  day  of  1917,  the  day  before  the  gov- 
ernment formally  took  official  control  of  the  railroads, 
there  were  2,507,536  freight  cars  on  the  class  I  roads. 
On  the  last  day  of  1920  the  number  had  fallen  to  2,382,- 
212.  That  number  represents  a  net  gain,  since  the  end 
of  the  fiscal  year  ending  June  30,  1911,  of  only  237,162 
cars.  Inasmuch  as  the  country  grows  more  than  10 
percent  in  ten  years,  a  mere  statement  of  the  figure- 
shows  that,  in  the  matter  of  the  number  of  freight  cars, 
the  railroads  have  not  kept  pace  with  population. 

However,  there  are  some  facts  tending  to  show  that 
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too  much  must  not  argued  from  these  figures.  Cars 
have  increased  in  size  so  that  the  average  carrying  ca- 
pacity is  so  much  greater  than  the  average  in  1911  that 
there  has  not  been  quite  so  great  a  lagging  behind  as 
the  figures  might  be  taken  as  indicating. 

Doubt  as  to  the  infallibility  of  the  figures  as  in- 
dices is  cast  by  the  fact  that  in  that  part  of  1920  prior 
to  the  beginning  of  the  slump,  more  freight  was  car- 
ried than  in  any  preceding  year.  That  would  seem  to 
indicate  that  while  the  railroads  had  been  standing  still 
or  going  back,  as  a  matter  of  fact,  they  had  made  some 
progress,  notwithstanding  the  decrease  in  the  number 
of  freight  cars. 

The  thought  that  the  larger  size  of  the  cars  may 
have  tended  to  overcome  the  failure  of  the  country  to 
buy  enough  to  keep  up  the  total,  is  strengthened  by 
the  fact  that  the  railroads  owned  more  locomotives  at 
the  end  of  1920  than  ever  before.  They  then  had  65,- 
725.  In  the  number  of  locomotives  the  country  con- 
tinued to  go  forward  under  federal  control  and  the 
guaranty  period  following  it.  When  the  government 
took  over  the  roads  the  railroads  owned  61,890  loco- 
motives. June  30,  1911,  they  owned  only  58,071. 

Those  figures  suggest  that  with  larger  cars  and 
more  engines  the  railroads  were  able  to  haul  more 
freight  over  the  fewer  miles  of  line  than  in  the  earlier 
periods  with  which  present  day  conditions  are  placed 
in  contrast. 

But  the  percentage  of  bad  order  cars  is  now  the 
largest  ever  known.  It  exceeds  17  per  cent.  The  nor- 
mal is  not  to  exceed  7  per  cent.  That  fact  suggests 
that  last  summer  and  fall,  when  the  railroads  were  so 
busy  that  the  Commission  had  to  issue  car  service  or- 
ders, the  equipment  was  being  "run  off  its  wheels."  That 
is  to  say,  engines  and  cars  were  kept  in  service  after  they 
should  have  been  shopped  for  repairs  and  that  their  last 
state  was  worse  than  their  first  when  the  business  slump 
came. 

A  query  as  to  how  long  the  volume  of  business 
that  was  moving  last  fall  could  have  been  kept  in  mo- 
tion affords  opportunity  for  interesting  speculation.  The 
chances  are  that  the  railroad  equipment  would  have  be- 
come progressively  so  enfeebled  that  inability  of  manu- 
facturers and  merchants  to  obtain  transportation  for 
their  wares  would  have  been  notable. 

The  figures  contained  in  the  reports  of  the  carriers 
to  the  Commission  indicate  that,  during  the  war,  freight 
cars  were  kept  in  service  long  after  they  should  have 
been  retired.  That  thought  is  created  by  the  fact  that, 
in  1916,  the  railroads  retired  from  service  no  fewer  than 
109,996  cars.  In  1917,  the  retirements  amounted  to 
only  62,253;  in  1918  to  only  56,024,  and  in  1919,  only 
39,501.  In  1920,  the  effect  of  continuing  in  service  equip- 
ment that  was  not  really  fit,  was  shown  by  the  retire- 
ment of  73,623  cars. 

In  the  five  years,  1916-20,  the  freight  cars  added 
to  the  stock  amounted  to  380,599  and  the  retirements 
to  341,379.  The  additions  to  the  number  were  fewer 
than  8,000  a  year.  When  the  number  of  wooden  freight 
cars  was  at  its  maximum,  it  came  to  be  considered  good 
practice  to  say  that  good  practice  required  the  addi- 
tion of  from  75,000  to  100.000  cars  per  annum.  More 


than  the  maximum  was  added  in  1908,  but  in  all  other 
years  the  additions  were  fewer  than  100,000.  In  only 
one  year  were  the  additions  smaller  than  the  retire- 
ments. That  was  in  1909,  just  after  the  panic  that 
began  in  the  fall  of  the  calendar  year,  1907,  the  ef- 
fect of  which  was  shown  in  the  fiscal  year  1908.  In 
1909,  fiscal  year,  the  additions  totalled  only  67,925,  while 
the  retirements  numbered  83,223.  The  retirements  again 
outnumbered  the  additions  in  1919,  when  the  additions 
numbered  39,501  and  the  retirements  44,306. 

The  financial  indications  that  the  railroads  are 
and  for  a  number  of  years  have  been  going  backward 
are  so  fresh  in  the  minds  of  everybody  that  it  would 
be  a  waste  of  time  and  space  to  enumerate  them  again. 
The  most  striking  of  them  all  is  the  fact  that  when  the 
volume  of  tonnage  was  greatest  and  efficiency  and  rates 
the  highest,  in  the  fall  of  1920,  the  net  of  the  railroads 
was  less  than  4  per  cent. 

What  arc  we  going  to  do  about  it  all  ?  The  crisis 
is  at  hand.  Indeed,  it  has  been  at  hand  for  some  time. 
There  has  been  ample  time  for  decision  as  to  policy 
and  warning  as  to  its  necessity.  The  people  must  make 
up  their  minds.  We  must  either  go  forward  or  back- 
ward. To  go  backward  means  government  ownership 
or  operation.  We  can  never  have  adequate  transporta- 
tion if  the  people  are  antagonistic  to  the  things  that 
are  necessary,  unless  those  charged  with  the  duty  and 
the  responsibility  of  restoring  order  and  putting  the 
business  of  transportation  on  the  proper  basis  have  the 
courage  to  withstand  popular  clamor.  Will  they  prove 
equal  to  the  task,  or  will  the  public  become  educated? 


CUMMINS  INVESTIGATION 

The    Traffic    World    Washington   Bureau 

Resumption  of  the  inquiry  into  the  railroad  situation  will  not 
be  undertaken  by  the  Senate  interstate  commerce  committee 
until  after  the  recess  which  Congress  proposes  to  take  begin- 
ning next  week,  according  to  Senator  Townsend,  acting  chair- 
man of  the  committee.  The  Senate,  August  16,  by  a  vote  of 
38  to  18,  passed  a  joint  resolution  providing  for  a  recess  of  both 
branches  of  Congress  from  August  24  to  September  21,  con- 
tingent, however,  on  the  passage  of  the  bill  designed  to  give 
financial  relief  to  the  farmers. 

Senator  Cummins,  chairman  of  the  committee,  was  at  home 
this  week  and  it  was  said  at  his  office  that  he  was  too  ill  to 
be  seen.  He  was  not  seriously  ill,  however,  but  other  members 
of  the  committee  did  not  believe  that  he  would  reopen  the 
investigation  until  in  the  fall.  It  is  regarded  as  doubtful  whether 
the  investigation  would  be  resumed  at  all  if  it  were  not  for 
the  fact  that  it  is  expected  that  the  railroad  brotherhoods  will 
demand  a  hearing. 

It  was  expected  that  the  House  would  pass  the  Senate 
resolution  providing  for  the  recess  until  September  21.  Senator 
Townsend  said  it  would  be  impossible  to  resume  the  hearing 
during  the  recess  because  most  of  the  senators  will  leave  the 
city  during  that  period. 

When  Senator  Cummins  suspended  the  investigation  in  the 
early  part  of  July,  he  said  it  would  probably  be  resumed  about 
the  middle  or  latter  part  of  August.  There  was  nothing  definite, 
however,  as  to  the  date  of  resumption. 


CONFERENCE  ON  LIVE  STOCK  RULES 
A  conference  of  producers  and  shippers  of  live  stock  and 
members  of  live  stock  exchanges  will  be  held  in  Chicago,  August 
23,  to  consider  proposed  changes  in  bedding  rules  and  rules 
governing  weights  on  packers'  live  stock  shipments  in  eastern 
territory.  The  proposed  changes  in  the  bedding  rules  contem- 
plate compelling  the  packer  to  pay  the  full  charge  assessed  by 
private  agencies  or  yard  companies  regardless  of  the  amount 
charged.  In  the  new  hoof  weight  rules  the  carriers  seek  to 
discontinue  the  arrangement  under  which  gaunt  weights  are 
used  on  stock  unloaded  for  immediate  slaughter.  The  object 
of  the  conference  is  to  agree  on  some  plan  of  presentation  of 
the  shippers'  case  to  the  railroad  committee  the  following  morn- 
ing:. It  will  be  held  in  the  Record  Building  at  the  Union  Stock- 
yards, Chicago,  on  the  date  mentioned. 


Au.misi  :.'».  lit- 1 
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in  Washington 


Regulating  Rates  and  Wages. — All  the  lime  the  hearing  in 
the  Commission's  grain  investigation  was  going  on  something 

ied  to  be  missing.  The  farmers  and  the  railroads  were  both 
Dived  i nmi  blame  in  connection  with  the  disappearance  of 
the  money  they  both  were  making  in  1917,  the  year  before  the 
government  took  over  the  railroads,  and  the  government  urged 
the  farmer  to  increase  the  food  production  to  a  maximum.  Only 
once  or  i  wire  was  there  reference  to  the  fact  that,  from  the 
i-iul  of  1917  to  the  end  of  1919,  the  pay  roll  of  the  railroads  was 
inrreased  from  $1,700,000,000  to  $3,700,000,000  and  that  there  has 
not  been  much  of  a  reduction  since  the  maximum  was  reached, 
while  there  has  been  a  disastrous  deflation  of  the  net  income 
of  the  railroads  and  a  calamitous  reduction  in  the  revenue  of 
the  farmer,  without  any  income  at.  all  for  the  average  tiller  of 
the  soil.  In  the  anteroom,  just  outside  the  room  in  which  the 
hearing  was  being  held,  where  both  farmers  and  railroad  men 
gathered  for  smoking  and  talking,  the  Railroad  Labor  Board 
and  the  leaders  of  union  labor  were  treated  as  being  the  ones 
who  should  really  be  present  to  make  excuses  for  the  plight 
of  the  railroads  and  the  farmers.  Many  of  those  speaking  for 
the  farmers  and  the  farmers  themselves  attending  that  hearing 
expressed  the  thought  that  it  was  almost  ridiculous  for  them 
to  be  lambasting  the  railroads,  because  the  latter  were  insisting 
on  the  continuance  of  high  rates  so  long  as  their  expenses  were 
kept  up  by  the  orders  of  the  Railroad  Labor  Board,  and  the 
threats  of  strike  uttered  by  the  railroad  union  leaders  when  the 
board  made  decisions  that  tended  to  reduce  the  high  expenses. 
The  thought  was  general,  in  that  smoking  room,  that  the  time 
would  come  when  the  question  of  wages  will  either  have  to  be 
dropped  entirely  by  the  government,  or  the  questions  of  wages 
and  rates  placed  before  the  same  regulating  body.  The  ridicu- 
lousness of  the  situatipn  as  it  exists  now  was  regarded  as  so 
obvious  as  to  make  it  a  waste  of  time  to  argue  that  the  rate 
of  pay  for  the  railroads  should  be  established  by  one  body  and 
the  rate  of  pay  for  the.  railroad  employes  by  another.  The  pub- 
lic, according  to  the  Railroad  Labor  Board,  has  not  much,  if 
anything  to  say  about  rates  of  wages,  but  under  the  law  it  can 
be  heard  in  regard  to  rates  of  pay  for  the  railroads,  at  any  time 
it  chooses  to  intervene  in  any  case  before  the  Commission.  The 
fact  that  the  Labor  Board's  home  is  in  Chicago  is  another  fact 
on  which  comment,  some  of  it  sarcastic  and  much  of  it  bitter, 
was  made.  The  public  must  come  to  Washington  to  talk  about 
pay  for  the  railroads,  but  the  labor  leaders  and  their  witnesses 
are  sent  to  Chicago  to  talk  over  the  largest  item  in  the  expense 
bill  which  must  be  taken  into  consideration  in  Washington  when 
the  public  deals  with  that  class  of  its  servants  called  the  rail- 
roads. 


Railroad  Returns  and  Lake  Coal  Rates. — Suspension  of  the 
Ford  tariff  reducing  the  all-rail  coal  rates  from  the  two  southern 
Ohio  fields  and  refusal  to  suspend  the  $1.85  rate  on  ex-river  coal 
seem  to  show  respect,  by  the  Commission,  for  the  two  trouble- 
some sections  of  the  law — namely,  the  one  directing  it  to  estab- 
lish rates  to  yield  6  per  cent,  and  the  one  directing  it  to  foster 
transportation  by  water.  Time  was  when  the  two  sections  might 
have  been  suspected  of  being  antagonistic.  Now,  however, 
nothing  seems  impossible  to  the  law-making  mind.  Therefore, 
until  it  is  shown  that  the  ex-river  rate  makes  it  impossible  for 
the  carriers  in  the  eastern  group  to  earn  6  per  cent,  no  valid 
attack,  it  is  suggested,  can  be  made  on  it.  If  and  when  it  is 
made  to  appear  that  the  ex-river  rate  causes  so  much  short- 
hauling  of  railroads  that  they  will  not  be  able  to  earn  6  per  cent, 
then  the  Commission  may  have  to  equip  itself  with  a  different 
line  of  thought.  A  light-headed  person  might  suggest  that  if 
coal  moves  so  heavily  under  the  ex-river  rate  as  really  to  have 
a  deleterious  effect  on  the  revenues  of  the  railroads  interested 
in  the  hauls  both  north  and  south  of  the  Ohio,  the  Ford  railroad 
may  earn  so  much  that  what  is  the  loss  of  the  Baltimore  & 
Ohio,  for  instance,  is  the  gain  of  the  Detroit,  Toledo  &  Ironton. 
Such  a  result,  would  still  enable  the  Commission  to  keep  within 
the  four  corners  of  section  15-a  and  at  the  same  time  obey  sec- 
tion 500  of  the  transportation  act,  admonishing  it  to  foster  trans- 
portation by  water.  To  some,  the  two  sections  look  about  as 
hard  to  administer  as  the  anti-trust  laws,  one  set  of  which  forbid 
all  combinations  in  restraint  of  trade  and  another  set  of  which 
forbid  that  kind  of  unfair  method  of  competition  known  as 
throat-cutting  price  competition.  Those  who  have  things  to  sell 
may  not  confer  about  prices,  in  open  price  associations  or  other- 
wise. Yet  they  must  so  regulate  their  conduct  that  no  prices 
inmle  by  them  will  put  their  competitors  out  of  business. 


Courts  usually  seem  to  be  able,  without  too  obvious  study  of 
election  returns,  to  be  able  to  decided  that  that  is  the  law  which 
a  decided  majority  of  the  people  think  should  be  the  law.  How- 
ever, it  is  suspected  that  an  unusually  large  number  of  men 
interested  In  the  questions  that  come  before  the  Commission 
studying  the  dissents  in  the  big  cases  that  have  recently  been 
disposed  of  by  the  Commission. 

Commissioner  Potter,  with  his  pointed  remarks  about  the 
invasion  of  the  field  of  corporate  management  or  business  dis- 
cretion seems  to  appeal  with  great  persuasiveness  to  those  who 
believe  a  nation  and  its  institutions  will  grow  strong  by  the 
avoidance  of  Prussianlsm  typified  and  embodied  in  that  one 
word  "verboten."  Likewise  there  are  many  who  seem  to  like 
Commissioner  Campbell's  way  of  saying  that  when  one  makes 
a  bargain  to  return  pfoperty  in  as  good  condition  as  it  was  when 
it  was  received,  it  does  not  mean  that  that  promise  has  been 
fulfilled  when  the  one  who  made  it  can  show  that  he  spent  as 
many  hours  in  puttering  around  a  maintenance  job  as  the  man 
to  whom  the  promise  was  given  spent  in  that  kind  of  work.  In 
the  same  way  there  are  those  who  like  the  way  that  Commis- 
sioner McChord  said  the  report  in  the  live  stock  case  called  for 
either  an  order  to  reduce  rates  or  a  dismissal  of  the  complaint. 
Nearly  every  commissioner  has  to  his  credit  a  dissent  that  en- 
lists a  following  other  than  those  on  the  losing  side  in  the  litiga- 
tion that  called  forth  the  written  statement  of  the  grounds  of 
dissent.  If  and  when  the  courts,  or  the  Commission,  on  further 
hearing,  reverse  the  majority,  the  dissenters  will  be  pardoned,  it 
is  believed,  for  indulging  in  that  human  frailty  of  "I  told  you  so." 
The  work  of  the  Commission,  is  shown  by  these  evidences  of 
disagreement,  it  is  believed,  to  be  far  from  humdrum. 


The  Commission  as  an  Agency  of  Local  Government. — As- 
suming that  the  backing  which  Kansas  got  when  it  initiated  the 
movement  that  eventuated  in  the  investigation  of  grain  rates 
west  of  the  Mississippi,  and  the  growls  that  follow  the  denial 
of  a  certificate  of  public  necessity  and  convenience  when  some 
community  wants  to  do  something  about  building  or  abandoning 
some  part  of  a  railroad,  is  more  substantial  than  froth,  it  might 
not  be  a  poor  prophecy  to  suggest  that  the  next  big  organized 
move  against  any  part  of  the  laws  pertaining  to  the  regulation 
of  commerce  will  be  against  those  parts  that  can  be  made  to 
appear  as  depriving  the  people  of  the  country  of  local  self-gov- 
ernment. Denial  of  a  certificate  to  the  New  York  Central  and 
its  associated  lines  authorizing  them  to  build  a  union  station  in 
Cleveland,  it  is  conceivable,  may  touch  local  pride  to  such  an 
extent  as  to  force  Cleveland  members  in  the  House  to  support 
any  bill  that  would  deprive  the  Commission  of  power  to  prevent 
that  "improvement."  Of  course,  the  only  thing  that  might  make 
that  prophecy  look  "fishy"  is  the  fact  that,  in  nearly  every  com- 
munity, there  is  a  division  of  sentiment.  No  congressman  likes 
to  take  a  stand  that  will  bring  him  into  collision  with  a  con- 
siderable element  of  his  own  constituents.  But  Cleveland  held 
a  referendum  vote  on  the  question  of  allowing  part  of  the  cher- 
ished Public  Square  to  be  used  for  station  purposes  and  a 
majority  voted  in  the  affirmative.  But  the  total  vote  was  not 
very  large,  wherefore  Cleveland  as  the  contributor  of  three  or 
four  votes  in  behalf  of  such  a  repeal  of  the  centralizing  sections 
of  the  interstate  commerce  law.  Another  fact  tending  to  show 
that  the  suggestion  about  the  possibility  of  a  move  against  the 
centralizing  sections  is  that  the  states  have  never  taken  one 
iota  of  power  from  the  national  government.  The  tendency  is 
still  toward  centralization. 


Dissenting  Opinions  as  Cause  for  Study. — Usually  it  is  con- 
sidered a  sign  of  ineffectiveness  and  inefficiency  for  a  man  to 
study  i  he  dissenting  opinions  of  courts  or  of  quasi-judicial  bodies. 


Reducing  Taxes  to  Raise  Revenue. — Some  of  the  leaders  in 
Congress  believe  that,  when  they  reduce  the  rates  of  taxation,  as 
proposed  in  the  bill  reported  this  week  by  the  ways  and  means 
committee,  they  will  set  the  treasury  of  the  country  on  the  high 
road  to  real  prosperity.  In  other  words,  they  believe  the  lower 
rates  will  bring  in  more  revenue  than  the  higher  ones.  That  be- 
lief, however,  does  not  appear  in  the  report  presented  by  the 
committee.  Its  report  is  made  to  show  that  the  repeal  of  taxes 
is  expected  to  result  in  a  lessening  of  the  revenues.  In  1890 
the  leaders  of  the  same  party  that  is  now  in  power  passed  a 
bill  "to  reduce  taxation"  in  which  they  increased  the  rates. 
That  was  the  McKinley  tariff  bill.  It  did  what  they  planned. 
The  treasury  was  so  overflowing  with  cash  in  those  days  that 
something  had  to  be  done  to  get  rid  of  its  dropsical  condition. 
In  three  years  from  the  time  that  was  done,  Grover  Cleveland 
was  borrowing  money  (mere  pieces  of  small  change  in  compari- 
son with  borrowings  these  days)  because  things  had  gone  wrong. 
His  critics  said  he  was  borrowing  in  a  good  cause — that  of  main- 
taining the  parity  between  gold  and  silver  money — but  on  a 
poor  excuse.  They  said  his  party  was  such  a  menace  to  pros- 
perity that,  even  before  it  began  operations,  the  country  fell 
into  a  paralysis.  The  men  in  power  now  expect  to  improve  the 
condition  of  the  country  by  cutting  down  expenditures.  The 
disarmament  congress  that  is  to  assemble  here  on  armistice  day 
is  but  a  move  in  that  direction,  and  not  so  much  in  the  interest 
of  world  peace.  In  preparation  for  war  and  in  taking  care  of 
the  liabilities  imposed  by  the  world  war  and  its  predecessors 
the  country  is  now  spending  annually  three  times  as  much  as 
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it  was  spending  for  all  purposes,  in  a  biennum.  The  party  In 
power  now  got  a  trouncing  for  daring  to  impose  a  billion  dollar 
Congress  on  the  country.  Now  the  expenditures  for  past  and 
future  wars  each  year  alone  are  six  times  as  great  as  the  ex- 
penditures for  all  purposes  in  the  year  the  rates  of  taxation  had 
to  be  increased  to  cut  the  revenue. 

Abandoning  Trackage  and  Transferring  Repair  Shops. — The 
Erie's  move  at  Marion,  leasing  or  otherwise  transferring  its  car 
repair  shop  to  a  company  composed  of  some  of  President  Hard- 
ing's  neighbors,  has  attracted  more  attention  among  the  traffic 
men  in  Washington  than  Ford  tariffs  or  proposed  readjustment 
of  export  rates  on  grain.  It  is  not  often  that  the  traffic  men 
think  of  anything  connected  with  the  transportation  side  of  rail- 
roading, but  the  wage  scales  and  national  agreements  have  be- 
come such  a  great  factor  in  freight  rates  that  such  incidents  in 
the  transportation  side  mean  as  much  now  as  a  big  adjustment 
in  carriage  rates.  In  the  discussion  following  the  Marion  an- 
nouncement it  was  assumed  that  the  plan  was  a  device  for  get- 
ting rid  of  the  national  agreements  and  the  wage  scales  pre- 
scribed by  the  Railroad  Labor  Board.  A  further  assumption  was 
that  the  device  is  lawful  and  that  the  labor  unions  would  rec- 
ognize that  fact  and  try  to  block  its  use  by  appealing  to  Congress 
to  change  the  law  so  that  no  railroad  may  divest  itself  of  repair 
shops  without  permission  from  the  Commission  or  the  Labor 
Board.  The  law  forbids  a  railroad  to  abandon  any  of  its  tracks 
or  to  sell  them  without  permission.  The  labor  leaders,  there- 
fore, are  expected  to  argue  that  labor  is  entitled  to  say  that 
capital  must  remain  in  the  car  repair  business,  as  part  of  the 
railroad  plant,  unless  and  until  some  governmental  body  removes 
the  sign  "verboten."  Comfort  was  taken  by  the  traffic  men  from 
the  fact  that  the  majority  in  this  Congress  was  elected  against 
the  wishes  of  the  labor  leaders,  and  that,  therefore,  the  device 
may  be  put  into  operation  before  the  law  can  be  changed.  But, 
inasmuch  as  the  Supreme  Court  has  held  that  the  government 
can  fix  rents  in  the  District  of  Columbia  on  the  ground  that  an 
emergency  exists,  a  Congress  saying  that  capital  must  establish 
shops  to  be  run  by  labor  leaders  might  get  by  with  such  legis- 
lation. A.  E.  H. 


POMERENE  BILL  OF  LADING  LAW 

Charles  R.  Brock,  a  member  of  the  committee  on  commerce, 
trade  and  commercial  law  of  the  American  Bar  Association, 
who  did  not  sign  the  report  of  the  committee  approving  proposed 
revisions  of  sections  14,  20a,  21,  and  22  of  the  Pomerene  bill  of 
lading  law,  has  notified  Francis  B.  James,  chairman  of  the  com- 
mittee, that  there  is  no  basis  for  disapproval  of  the  recom- 
mendations of  the  committee  so  far  as  he  is  concerned.  In 
explanation  of  his  failure  to  sign  the  report,  he  said  it  was 
impossible  for  him  to  attend  any  meetings  of  the  committee 
and  his  disapproval,  expressed  to  the  chairman,  was  based  on 
a  hurried  and  cursory  examination  of  the  proofs.  A  more 
careful  analysis  of  section  14,  he  said,  had  cleard  away  the 
basis  of  his  disapproval  of  that  section.  His  reason,  he  said,  for 
dissenting  from  the  proposal  regarding  section  22  was  a  doubt 
as  to  whether  the  clause,  "who  has  given  value  in  good  faith" 
limits  and  qualifies  the  consignee  named  in  a  straight  bill  as 
well  as  the  owner  of  an  order  bill.  Language  wholly  unam- 
biguous, he  said,  unequivocally  rendering  the  qualifying  phrase 
applicable  to  both,  could  readily  have  been  employed.  He  ac- 
cepted the  construction  placed  on  the  proposed  revision  because 
Chairman  James  wrote  to  him  saying:  "There  is  absolutely  no 
doubt  that  this  clause  applies  to  both  (a)  a  consignee  named 
in  a  straight  bill  and  (b)  the  holder  of  an  order  bill." 


EXPORT  BILL  OF  LADING 

A  formal  memorandum,  charging  that  the  American  export 
trade  is  being  burdened  by  abuses  due  to  the  form  of  export  bill 
of  lading  used  by  some  steamship  companies,  was  submitted  to 
Secretary  Hoover,  August  16,  by  Charles  E.  Herrick,  chairman 
of  the  traffic  committee  of  the  Institute  of  American  Meat  Pack- 
ers. The  communication  pointed  out  that  some  steamship  com- 
panies use  bills  of  lading  so  phrased  as  to  make  possible  the 
avoidance  or  compromise  of  claims  which  should  be  paid  in  full; 
the  elimination  of  the  carriers'  liability  so  severely  that  pilfer- 
age from  the  cargo  is  encouraged;  and  permit  deviation  from  the 
scheduled  voyage  to  such  an  extent  that  shippers  of  perishable 
commodities  suffer  losses  through  delay  in  delivery. 

Mr.  Herrick's  letter,  in  speaking  of  the  carriers'  limited  lia- 
bility, cited  an  instance  in  which  the  pilferage  on  a  $12,000  ship- 
ment of  shoes  amounted  to  $4,600  and  other  instances  of  such 
shortages  "on  the  shipment  of  certain  classes  of  merchandise 
that  it  seemed  evident  to  the  shipper  that  the  vessels  must  be 
rationing  their  crews  from  the  cargo,  as  they  could  thus  secure 
the  goods  at  about  one-quarter  of  the  price  they  would  be  com- 
pelled to  pay  for  them  in  the  open  market.  In  reference  to  pil- 
ferage, Mr.  Herrick  stated  that  "it  is  not  only  a  burden  on  the 
export  business  of  the  country,  but  brings  American  exporters 
into  disrepute  with  their  foreign  buyers."  It  Is  Mr.  Herrick's 
opinion  that  the  foregoing  abuses  and  others  could  hardly  be 
remedied  without  legislation.  In  this  connection,  he  said,  such 
legislation  should  cover: 


1.  An  amendment  to  the  Harter  act  providing  that  it  shall  be  un-- 
lawful  for  carriers  to  insert  in  their  bill  of  lading  any  clauses  which 
are  in  conflict  with  this  act. 

2.  An  act  compelling  all  ocean  carriers,  regardless  of  flag,  to  keep 
on  file  with  some  designated  government  bureau  or  department  (say 
the   I.    C.    C.   or   Department   of   Commerce)    certified   copies   of   their 
ocean   bills   of  lading;   such   ladings   to   be   subject   to   amendment   or 
change  only  on  thirty  days'  notice,  and  then  without  prejudice  to  any- 
existing  freight  contracts  previously  entered  into. 

3.  Authority  to  be   given  to  some  government  bureau  or  depart- 
ment to  prescribe  a  uniform   bill  of   lading   to  be   used   in  connection 
with    the    inland    carriers    on    through    shipments    originating    in    the 
interior.     Such   form  of   lading  to  prescribe   that  the   liability  of  the 
inland  carrier  shall  cover  up  to  the  point  where  the  liability  of  the 
ocean  carrier  would  begin,  so  that  there  would  be  no  possibility  of  a 
hiatus  in  the  liability  between  the  two  carriers. 

4.  An   amendment   to   the   Harter  act   providing   that   any   bill   of 
lading  when  issued  would  be  subject  to.  and  not  superior  to,  the  terms 
of  the   freight   contract  previously  entered   into   between   the   shipper 
and  the  carrier. 

5.  A   provision    that    acceptance    of    these    enactments    should    be 
precedent  to  the  granting  of  vessel's  entrance  to  or  clearance  from, 
any   U.    S.    ports,    this    regardless    of    the   nationality   or   flag   of   the 
vessel. 


POWER  OVER  STATE  RATES 

The   Traffic    World    Washington   Bureau 

A  revision  of  the  scheme  whereby  Representative  Hoch  of 
Kansas  would  limit  the  power  of  the  Interstate  Commerce  Com- 
mission over  rates  within  a  state  to  the  removal  of  such  as 
discriminate  against  persons  and  localities,  has  been  introduced 
by  him  and  is  known  as  H.  R.  8131.  That  bill  is  to  be  consid- 
ered as  a  substitute  for  his  earlier  bill,  H.  R.  9747.  The  first 
bill,  accordng  to  the  state  commissioners  who  are  backing  legis- 
lation intended  to  deprive  the  federal  Commission  of  the  power 
it  claims  Congress  conferred  on  it  in  the  transportation  law, 
proposed  to  amend  paragraph  4  of  section  13,  so  that  the  federal 
Commission  might  strike  down  a  state  rate  only  on  a  finding 
that  such  rate  is  "not  reasonable  and  is  non-compensatory  under 
the  conditions  existing  in  such  state  as  to  construction,  main- 
tenance and  operation." 

The  intention  of  Hoch  was  to  limit  the  power  of  the  federal 
Commission  as  indicated.  The  language  employed  by  him,  how- 
ever, was  construed  by  its  critics  as  giving  to  the  federal  body 
the  power  to  consider  the  reasonableness  of  state-made  rates 
from  the  point  of  revenue  alone.  That  is  exactly  the  power 
which  the  federal  body  claims,  in  its  various  state  rate  decisions. 
It  is  the  point  on  which  the  litigation  now  before  the  Supreme 
Court  of  the  United  States  turns.  To  make  clear  what  he  thinks 
should  be  done,  the  Kansas  representative  proposes  that  the 
following  proviso  shall  be  added  to  paragraph  4  of  section  13: 

Provided,  That  no  rate,  fare,  charge,  classification,  regulation  or 
practice  in  intrastate  commerce,  made  or  imposed  by  authority  of  any 
state,  shall  be  set  aside  unless  the  same  shall  be  found,  from  com- 
petent evidence,  to  injure  a  person  or  persons,  or  a  locality  or  locali- 
ties, engaged  in  interstate  commerce,  to  such  an  extent  as  seriously 
to  diminish  the  business  of  such  person  or  persons,  or  seriously  to 
retard  the  growth  and  development  of  such  locality  or  localities;  and 
unless  the  same  shall  also  be  found,  from  competent  evidence,  to  be  un- 
reasonable and  noncompensatory  under  the  conditions  existing  in 
such  state  as  to  construction,  maintenance  and  operation  by  such  car- 
riers, and  under  honest,  efficient  and  economical  management;  Pro- 
vided, further.  That  whenever  the  Commission  shall  set  aside  any 
such  rate,  fare,  charge,  classification,  regulation,  or  practice,  or  shall 
make  any  order  prescribing  any  rate,  fare,  charge,  classification, 
regulation  or  practice,  for  intrastate  application,  it  shall  make  a  report 
of  the  facts,  from  the  evidence  in  the  record,  upon  which  it  bases  the 
findings  heretofore  provided  for;  And  provided,  further,  That  no  order 
of  the  Commission  heretofore  made  prescribing  any  rate,  fare,  charge, 
classification,  regulation  or  practice  in  intestate  commerce  shall  be 
of  any  effect  after  the  expiration  of  a  period  of  ninety  days  from  the 
passage  of  this  act,  but  the  Commission,  within  such  period,  upon 
consideration  of  the  record  in  any  proceeding  wherein  any  such  order 
has  been  made,  and  without  further  hearing  may,  within  the  limits 
of  the  power  granted  by  said  Section  13,  as  amended  by  this  act,  make 
a  new  report  and  such  new  order  as  may  be  justified  by  the  facts 
found  therein  and  supported  by  said  record. 


NEW  C.  &  A.   FREIGHT  TERMINALS 

The  Chicago  &  Alton  Railroad  Company  announces  the  re- 
moval of  its  Chicago  freight  office  and  freight  houses  from  401 
West  Van  Buren  street  to  its  new  freight  terminals,  340-358 
West  Harrison  street,  directly  west  of  the  Chicago  River.  These 
new  freight  terminals  are  conveniently  located.  The  houses  are 
of  concrete  and  steel  construction,  entirely  fireproof  and  are 
equipped  with  every  facility  for  the  prompt  handling  of  freight. 
The  house  tracks,  which  are  reached  from  the  street  levels, 
have  a  capacity  of  250  cars,  and  the  team  tracks,  which  are 
below  the  street  levels,  have  accommodations  for  150  cars,  with 
ample  yard  and  team  space.  The  terminals  are  served  by  well- 
paved  roomy  driveways  and  are  reached  from  Harrison,  Van 
Buren  and  Polk  streets. 


TANK  CAR   HANDBOOK 

The  Pennsylvania  Tank  Line,  Sharon,  Pa.,  has  issued  "The 
Tank  Car,"  a  handbook  which  is  meant  to  be  kept  on  the  desk 
for  ready  reference  in  matters  pertaining  to  the  operation,  re- 
pair and  economical  maintenance  of  tank  cars.  All  the  latest 
special  rulings,  traffic  regulations,  and  repair  charges  as  fixed 
by  the  American  Railway  Association  have  been  included  in 
"The  Tank  Car."  It  also  shows  the  numerous  accounting  forms, 
technical  engineering  -charts  and  halftone  reproductions  of 
"Pennsylvania"  construction. 
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Decisions  of  Interstate  Commerce  Commission 


WESTERN  LIVE  STOCK  RATES 

In  a  report  written  by  Commissioner  Hall,  on  No.  12146, 
Nnional  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  &  S.  F. 
i!.,  opinion  No.  7064,  63  I.  C.  C.  107-21,  the  Commission  held 
ihnt.  tin-  record  would  not  snnnort  a  finding  that  the  ratea  on 
iTvoJslock,  as  a  whole-  were  nniiiBt  and  unreasonabler  but  aug- 
ggaTetl  that  the  carriers  themselves  make  a  zu  per  cent  reduc- 

tjon     ill    all     rale",     nfrppriMng     an    nont^     por    inn     ppiinda    ^fl     th<» 

maxTmum  of  rates  not  to  ho  rpdiiAd.  on  ali  live  stock  parent. 
frorses~aiur  mules. 

The  record  is  to  be  held  open.  Rates  as  indicated — that 
is  to  say,  80  per  cent  of  those  now  in  effect,  but  not  lower  than 
50  cents  per  100  pounds — if  the  railroads  think  it  advisable  to 
lircil  Hit*  admonition  of  the  Commission,  may  be  made  effective 
on  five  days'  notice  to  the  public  and  the  Commission. 

Dissenting,  Commissioner  McChord  said  the  majority  report 
called  for  one  or  the  other  of  two  things — either  an  order  of 
dismissal  or  an  order  awarding  specific  relief.  As  he  compre- 
hended the  record,  he  said,  the  Commission  should  have  pre- 
ibed  a  substantial  reduction  in  the  rates. 

Also  dissenting,  Commissioner  Campbell  said  the  Commis- 
sion would  have  been  fully  justified  in  this  case  in  making  an 
absolute  and  definite  finding  of  unreasonableness  as  to  rates 
for  both  long  and  short  hauls  and  entering  an  order  requiring 
a  reduction,  instead  of  merely  suggesting  it  and  holding  the 
record  open  for  more  affirmative  action,  should  that  become 
necessary.  He  said  he  read  section  one  as  restraining  the  car- 
riers from  exacting  rates  which  were  more  than  the  reasonable 
value  of  the  services,  or  greater  than  the  shipper  could  reason- 
ably afford  to  pay  for  the  service  rendered.  He  said  the  books 
were  full  of  decisions  construing  the  words  "just  and  rea- 
sonable," to  sustain  what  he  suggested  about  the  value  of  the 
services  and  the  ability  of  the  shipper  to  pay. 

In  disposing  of  the  case  the  Commission  said: 

"Complainants  have  made  their  record  and  presented  the^r 
case  largely  on  the  basis  of  economic  necessity.  little  evidence 
was  introduced  by  them  as  to  the  reasonableness  of  specific 
rates  or  groups  of  rates.  They  do  not  seriously  assail  the  live 
stock  rate  structure,  in  the  main  prescribed  by  us,  as  it  existed 
prior  to  the  increases  made  by  the  Director-General  under 
General  Order  No.  28.  They  seek  removal  of  that  increase,  and 
of  the  subsequent  increase  authorized  by  us  under  Ex  Parte 
71.  as  applied  to  the  pre-existing  structure,  without  distinguish- 
ing between  its  several  parts. 

"Defendants  have  met  the  issue  thus  presented  with  evi- 
dence as  to  the  reasonableness  of  the  present  rate  structure  as 
a  whole,  judged  by  the  recognized  transportation  standards. 
It  has  been  suggested  that  to  these  standards  should  be  added 
another,  that  of  economic  necessity:  that  the  carriers  as  public 
servants  should  bear  part  of  the  public  burdens;  and  that  we 
may  find  unjust  and  unreasonable  a  rate  structure  which  is  not 
relaxed  to  relieve  the  needs  of  an  industry.  Put  in  another  way, 
the  proposition  is  advanced  that  we  may  find  existing  rates 
unjust  and  unreasonable,  and  require  that  they  be  reduced  be- 
low what  would  be  justified  by  standards  heretofore  recognized, 
because  an  industry  is  not  prospering.  If  that  be  true,  then 
the  converse  must  be  true,  that  at  times  when  the  industry 
prospers  we  may  find  justified  rates  higher  than  those  which 
under  accepted  standards  would  be  just  and  reasonable.  If  true 
of  this  industry,  it  must  be  true  of  other  industries  that  languish 
or  nourish,  now  and  hereafter;  and  if  true  of  industries,  why 
not  true  of  localities  or  individuals?  The  answer  is  that  the 
foundations  of  what  is  just  and  reasonable  are  not  set  on  such 
shifting  sands.  Essentially  the  proposition  is  not  new  and  has 
been  dealt  with  and  disposed  of  long  ago. 

"In  Railroad  Commissioners  of  Kansas  vs.  A.  T.  &  S.  F. 
Ry.  Co.,  22  I.  C.  C.  407,  at  410  we  said: 

This  Commission  has  often  said  that  it  cannot  require  of  carriers 
Hi--  establishment  of  rates  which  will  guarantee  to  a  shipper  the 

(liable  conduct  of  his  business.  The  railway  may  not  impose  an 
unreasonable  transportation  charge  merely  because  the  business  of 
the  shipper  is  so  profitable  that  he  can  pay  it:  nor,  conversely,  can  the 
shipper  demand  that  an  unreasonably  low  charge  shall  be  accorded 
him  simply  because  the  profits  of  his  business  have  shrunk  to  a  point 
where  they  are  no  longer  sufficient. 

The  effect  of  a  rate  upon  commercial  conditions,  whether  an  indus- 
try can  exist  under  particular  rates  or  a  particular  adjustment  of 
rates,  are  matters  of  consequence  and  facts  tending  to  show  these 
circumstances  and  conditions  are  always  pertinent.  But  they  are 
only  a  single  factor  in  determining  the  fundamental  question.  A  nar- 
rowing market,  increased  cost  of  production,  overproduction,  and 
many  other  considerations  may  render  an  industry  unprofitable,  with- 
out showing  the  freight  rate  to  be  unreasonable. 

"Similar  exposition  may  be  found  in  Railroad  Commissioners 
of  Montana  vs.  B.  A.  &  P.  Ry.  Co.,  31  I.  C.  C.  641,  and  many 
other  cases. 


"Another  aspect  should  be  considered.  Carriers  subject  to 
the  interstate  commerce  act  have  been  required  since  its  enact- 
ment In  1887  to  establish  and  maintain  just  and  reasonable 
rates.  The  initiation  of  those  rates  has  lain  with  them.  Since 
1910  we  have  had  power  to  suspend  new  rates  and  in  proper 
case  to  require  their  cancellation  before  they  go  into  effect. 
Since  1910,  also,  the  burden  of  proof  to  show  that  an  Increased 
rate  is  just  and  reasonable  has  been  upon  the  carrier.  The 
words  'Just  and  reasonable'  are  not  defined  in  the  statute.  For 
more  than  thirty  years  and  in  many  thousands  of  reported  cases 
the  criteria  and  standards  of  reasonableness  now  generally  rec- 
ognized and  accepted  have  been  gradually  developed  and  estab- 
lished for  the  guidance  of  carriers  and  shippers  alike. 

"The  carrier,  in  essaying  to  perform  its  statutory  duty  of 
initiating  just  and  reasonable  rates,  should  not  be  misled  by 
any  subordination  or  rejection  in  this  case  of  standards  bedded 
in  reason  and  justified  by  experience.  We,  therefore,  restate 
that,  in  considering  the  reasonableness  of  rates,  industrial  pros- 
perity or  adversity  may  be  taken  into  account,  with  other  fac- 
tors, but  cannot  dominate  them. 

The  right  of  a  railroad  to  charge  a  certain  sum  for  freight  does 
not  depend  at  all  upon  the  fact  of  whether  its  customers  are  making 
or  losing  by  their  business.  —  Union  Pacific  R.  R.  Co.  vs.  Goodrich,  149 
U.  S.,  680,  695. 
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industries  which  they  serve  as  to  promote  the  welfare  of  shipper 
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crimination  which  tin1  law  prohibits.  In  this  we  have  recognized 
their  right  to  do  what  we  could  not  require  them  to  do.  We 

are  now  aakP^  tn  impngo  iinnn   them  an   ppnnnmin  nnlicv 

their    Will     because    the    IJVP    fitflf^    inHiiatry     <=     Tint 

under  the  impact  of  many  and  wnrld-wido  influenres    IT)  whir.h 

the  rate  structure  nlavq  nt  btsi  hut   n  nr'"ffr  ri"~f      The  record 

as  made  will  not  support  a  finding  that  the  rates  assailed,  as 

a  whole,  are  unjust  and  unreasonable. 

"But  there  are  other  features  of  the  rate  situation  which 
should  be  considered. 

"In  Ex  Parte  74  we  found  that  the  percentage  increases 
there  authorized  —  • 

would  under  present  conditions  result  in  rates  not  unreasonable  in  the 
aggregate  under  Section  1  of  the  act  and  would  enable  the  carriers  in 
the  respective  groups,  under  honest,  efficient  and  economical  manage- 
ment and  reasonable  expenditures  for  maintenance  of  way.  structures 
and  equipment, 

to  earn  the  aggregate  annual  railway  operating  income  set  as 
a  mark  by  Congress.  Of  this  they  have  fallen  far  short,  for 
the  reasons,  among  others,  which  afflict  complainants'  industry. 
We  referred  to  the  considerable  evidence  presented  with  respect 
to  rates  upon  individual  commodities,  live  stock,  among  others, 
and  we  said: 

It  would  be  desirable,  if  it  were  possible,  to  determine  definitely 
the  commodities,  the  sections  of  the  country,  and  even  the  individual 
rates  which  can  best  bear  the  burden  of  increases,  and  the  relation- 
ships of  the  rates  and  differentials  which  will  be  disturbed  by  a  per- 
centage increase.  This  is  precluded  by  the  necessity  of  prompt  action 
upon  the  main  issues  presented. 

"In  the  closing  paragraph  of  our  report  we  said: 

Most  of  the  factors  with  which  we  are  dealing  are  constantly 
changing.  It  is  impossible  to  forecast  with  any  degree  of  certainty 
what  the  volume  of  traffic  will  be.  The  general  price  level  is  changing 
from  month  to  month  and  from  day  to  day.  It  is  impracticable  at  this 
time  to  adjust  ail  of  the  rates  on  Individual  commodities.  The  rates 
to  be  established  on  the  basis  hereinbefore  approved  must  necessarily 
be  subject  to  such  readjustments  as  the  facts  may  warrant.  It  is 
conceded  by  the  carriers  that  readjustments  will  be  necessary.  It  is 
expected  that  shippers  will  take  these  matters  up  in  the  first  instance 
with  the  carriers,  and  the  latter  will  be  expected  to  deal  promptly 
and  effectively  therewith,  to  the  end  that  necessary  readjustments 
may  be  made  in  as  many  instances  as  practicable  without  appeal 
to  us. 

"Such  readjustment  between  shippers  and  carriers  has  not 
been  made  in  rates  on  ordinary  live  stock  moved  to  market. 

"The  importance  of  stock  raising  to  the  general  economic 
situation  in  the  range  country  lying,  generally  speaking,  west 
of  the  one  hundredth  meridian,  has  been  noted.  Because  of 
the  long  hauls,  and  for  other  reasons,  rates  on  live  stock  from 
this  general  territory  to  packing  centers  in  the  middle  west 
have  always  been  relatively  high.  In  a  general  way  this  is  also 
true  of  all  rates  in  western  territory  for  the  longer  hauls.  The 
percentage  basis  of  increase  applied  in  1920  to  the  higher  rates 
for  the  longer  hauls  resulted  in  greater  increases  per  unit  than 
in  the  rates  for  shorter  hauls.  It  may  be  that  reductions  in 
the  higher  rates  at  this  time  will,  as  claimed  by  complainants, 
benefit  the  carriers  as  well  as  the  live  stock  industry. 

"Manifestly  the  higher  long-haul  rates,  such  as  that  on  cattle 
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from  Helena,  Mont.,  to  Chicago,  $1.015  per  100  pounds,  are  of 
greater  importance  to  and  have  greater  effect  upon  the  trans- 
portation and  marketing  of  live  stock  than  the  lower  short-haul 
rates,  such  as  those  applicable  from  Des  Moines  to  Chicago,  37 
cents  on  cattle  and  40  cents  on  hogs,  respectively. 

"Having  in  mind  the  present  value  of  live  stock,  and  other 
factors,  it  is  our  view  that  under  present  conditions  the  carriers 
sTTould  themselves  reduce  all  live  stock  rates  in  western  ter- 
ritory, except  those  on  horses  and  mules,  which  are  higher 
than  50  cents  per 
Be  made  to  the  ba 
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less  than  SO  cents  npr  ln"  y"""r'°  Readjustment  of  the  existing 
rates  on  this  basis  would  seem  to  accord  with  the  closing  para- 
graph, above  quoted,  of  our  report  in  Increased  Rates,  1920, 
supra,  would  effect  reductions  in  the  rates  to  Chicago  from 
most  of  the  territory  lying  west  of  the  Missouri  River  and,  from 
a  considerable  portion  thereof,  would  in  large  measure  eliminate 
the  rate  increases  made  under  that  decision.  Thus,  the  rate 
on  cattle  from  Helena,  Mont.,  to  Chicago  was  75  cents  prior 
to  the  1920  increase  and  the  present  rate  reduced  20  per  cent 
will  become  81  cents. 

"No  order  will  be  entered  at  this  time,  and  the  record  will 
be  held  open.  Rates  in  conformity  with  the  suggestions  con- 
tained herein  may  be  published  to  become  effective  on  not  less 
than  five  days'  notice." 


COAL,  KY.  TO  MO.  AND  ARK. 

A  finding  of  undue  prejudice  and  an  order  to  remove  it  by 
October  29  have  been  made  in  No.  11885,  West  Kentucky  Coal 
Bureau  vs.  Illinois  Central,  opinion  No.  7034,  62  I.  C.  C.  686-8, 
as  to  rates  on  coal  from  western  Kentucky  to  destinations  in 
southeastern  Missouri  and  northwestern  Arkansas.  The  undue 
preference  found  is  in  favor  of  the  mines  in  southern  Illinois. 
At  present  the  maximum  difference  in  rates  against  the  western 
Kentucky  mines  is  $2.055  per  ton  and  the  minimum  97.5  cents. 
Commissioner  Esch,  author  of  the  report,  figured  the  average 
difference  at  $1.60.  He  figured  the  average  rate  from  western 
Kentucky  to  be  $4.47  and  $2.87  from  southern  Illinois. 

The  minimum  difference  is  at  Algoa,  Ark.,  the  point  most 
distant  from  both  districts.  The  maximum  difference  is  at  points 
about  two-thirds  of  the  way  from  the  two  districts  to  the  farthest 
distant  points  to  which  coal  is  shipped  from  the  two  districts. 
Mr.  Esch  said  a  uniformly  applied  differential  would  tend  to 
correct  such  irregularities. 

At  present  the  rates  from  the  Illinois  district  are  joint, 
while  those  from  Kentucky  are  made  by  combinations  on  East 
St.  Louis,  Thebes  or  Memphis.  Defendants  contended  that  if 
joint  rates  were  to  be  made  they  should  be  on  the  basis  of  west- 
ern Kentucky  42.5  cents  over  southern  Illinois.  The  Commis- 
sion, however,  said  the  differential  should  be  only  25  cents.  It 
came  to  that  conclusion  because,  in  another  case,  it  prescribed 
a  differential  against  western  Kentucky  of  25  cents,  on  coal 
going  beyond  Decatur  and  Mattoon.  It  said  that  that  differential 
had  been  established  on  mature  consideration  it  should  be  ap- 
plied to  the  situation  in  hand.  The  southern  Illinois  group  to 
be  used  as  a  base  is  that  defined  in  Illinois  Central  I.  C.  C.  No. 
E-1493,  to  the  destinations  in  question. 


RATES  ON  ROOFING,  ETC. 

In  a  report  on  No.  11481,  Certain-teed  Products  Corporation 
et  al.  vs.  A.  T.  &  S.  P.  et  al.,  opinion  No.  7057,  63  I.  C.  C.  65-73, 
Commissioner  Daniels  reviewed  a  complicated  rate  situation  per- 
taining to  the  charges  on  prepared  roofing,  asphalt  shingles, 
building  and  roofing  paper,  roofing  cement  and  related  articles, 
from  Marseilles  and  East  St.  Louis  to  interior  jobbing  centers 
in  Minnesota,  the  Dakotas,  Nebraska  and  Kansas,  in  relation  to 
the  rates  on  the  same  commodities,  from  the  same  points  to 
origin,  to  the  Twin  Cities,  Duluth  and  Missouri  River  cities. 
The  Commission  held  the  relation  to  be  unduly  prejudicial 
against  the  interior  jobbing  cities  and  unduly  preferential  of 
the  larger  jobbing  points  mentioned.  For  purposes  of  identifi- 
cation the  Commission  referred  to  Minneapolis,  St.  Paul,  Missouri 
River  cities  and  Duluth  as  border  cities;  that  is,  as  the  jobbing 
centers  on  the  borders  of  large  territories  of  consumption. 

The  rates  themselves,  the  Commission  said,  were  and  are 
not  intrinsically  unreasonable,  but  they  unduly  prefer  the 
border  cities  because  and  to  the  extent  that  their  percentage 
of  fifth  class  exceeded,  exceeds  or  may  exceed,  by  more  than  20 
per  cent,  the  percentage  of  the  commodity  rates  to  the  fifth 
class  rates  on  like  traffic  to  the  border  cities.  That  is  to  say, 
if  the  commodity  rate  on  the  prepared  roofing  and  related 
articles  from  East  St.  Louis  to  Minneapolis  is  90  per  cent  of 
fifth  class,  the  commodity  rate  to  the  interior  jobbing  point  that 
competes  with  Minneapolis  is  unduly  preferential  to  Minneap- 
olis because  and  to  the  extent  that  the  rate  to  the  interior  job- 
bing center  is  more  than  20  per  cent  higher  than  90  per  cent 
of  fifth  class;  for  instance,  if  the  fifth  class  rate  is  $1  per  100 
pounds,  and  the  commodity  rate  on  prepared  roofing  to  Min- 
neapolis is  90  per  cent  of  fifth  or  90  cents,  the  rate  to  the  in- 
terior jobbing  point,  after  the  order  of  the  Commission  becomes 


operative  on  November  4,  may  not  be  more  than  $1.08,  which 
would  be  20  per  cent  more  thar  the  commodity  rate  to  Min- 
neapolis. 

Commodity  rates  on  the  articles  in  question  follow  no  par- 
ticular rule.  Some  of  them  are  as  high  as  90  per  cent  of  fit'tli 
and  some  not  more  than  59  per  cent  of  fifth.  But  whatever  they 
are  to  the  border  cities,  the  commodity  rates  to  the  interior 
jobbing  centers  may  not  be  more  than  20  per  cent  above  them. 

Another  finding  of  the  Commission  is  that  the  rates  to 
Wyoming  and  Montana  are  not  unreasonable  or  unduly  preju- 
dicial. Still  another  is  that  the  rates  on  prepared  roofing  and 
"the  related  articles,  in  straight  or  mixed  carloads,  to  Colorado 
common  points  are  unreasonable  to  the  extent  that  they  may 
exceed  the  rates  on  roofing  paper. 


BACK-HAUL  RATES  ON  COTTON 

An  order  to  remove  undue  prejudice  by  November  7  has 
been  made  in  No.  11761,  Thomas  Cotton  Company  et  al.  vs.  Illi- 
nois Central  et  al.,  opinion  No.  7063,  63  I.  C.  C.,  89-92  in  which 
cotton  buyers  at  Cleveland,  Como,  Holly  Springs  and  Ruleville, 
Miss.,  complained  that  they  were  subjected  to  undue  prejudice, 
because  the  carriers  applied  rules  for  the  compression  of  cotton 
at  those  points  differing  from  those  applied  at  other  points  with 
which  they  were  competing  or  trying  to  compete.  The  main 
difference  in  the  practice  was  that  at  some  of  the  competing 
points  there  were  no  back  haul  charges,  while  such  charges  were 
always  assessed  at  the  complaining  points. 

Commissioner  McChord,  who  wrote  the  report  of  the  Com- 
mission, treated  the  subject  of  compression  of  cotton  in  transit 
at  considerable  length,  saying,  among  other  things,  that  com- 
pression is  a  commercial  necessity  and  that,  if  it  was  to  be 
of  the  most  value,  it  must  be  given  to  all  markets  where  cotton, 
for  commercial  purposes,  must  be  concentrated  so  that  orders 
for  different  grades  and  staples  may  be  filled  with  the  quantity 
desired. 

He  indicated  that  all  compress  points  must  be  treated 
alike,  else  the  most  efficient  handling  of  the  cotton  crop  cannot 
be  assured.  He  suggested  that  back-haul  rates  be  established 
for  a  given  radius  around  each  compress  point,  with  a  distance 
scale  of  rates,  less  than  the  local  rates,  to  be  used  in  making 
rates  for  back-haul  service.  He  said  the  scale  rates  should  be 
less  than  the  local,  because  only  compressed  cotton,  which  loads 
three  or  four  times  as  heavy  as  uncompressed,  will  be  given  a 
back  haul.  The  local  rates,  he  said,  must  necessarily  apply  on 
on  uncompressed  cotton,  hence  his  indication  that  the  scale 
for  back-hauls  should  be  lower  than  the  local  rates. 


SOFT  COAL  TO  BILLINGS,  OKLA. 

A  finding  of  unreasonableness  an  award  of  reparation  down 
to  the  basis  of  $4.40  per  ton,  the  subsequently  established  rate, 
have  been  made  in  No.  11554,  Foster  Lumber  Co.  vs.  Director- 
General,  as  agent,  opinion  No.  7070,  63  I.  C.  C.,  139-40,  as  to 
the  rate  on  soft  coal  from  Walsenburg,  Colo.,  to  Billings,  Okla., 
between  July  13,  1918,  and  March  31,  1919.  Rates  ranging  from 
$5  to  $5.70  were  collected.  In  December,  1917,  the  complainant 
was  advised  that  a  rate  of  $4.40  would  be  made  effective  as 
soon  as  possible,  but  Billings  did  not  get  that  rate  until  May  10, 
1919. 


TENN.  RATES  ON  ROAD  MATERIAL 

The  Commission,  in  a  report  on  No.  12132,  Tennessee  Rates 
and  Charges,  opinion  No.  7078,  63  I.  C.  C.,  160-78,  condemned 
rates  on  stone  and  gravel  for  use  on  the  public  highways  main- 
tained by  state  authority,  as  resulting  in  undue  prejudice  to 
shippers  of  interstate  traffic,  in  undue  preference  of  shippers  of 
intrastate  traffic,  and  unjust  discrimination  against  interstate 
commerce.  The  defendant  carriers,  upon  whose  petition  the 
case  was  originated,  are  required  to  remove  the  undue  prejudice 
and  unjust  discrimination,  by  putting  into  effect,  not  later  than 
October  13,  the  rates  specified  in  Ex  Parte  74.  As  to  rates  on 
common  brick  and  sewer  pipe,  the  Commission  held  that  they 
had  not  been  shown  to  be  unduly  preferential  or  prejudicial. 

Shortly  after  the  Commission  made  its  report  in  Ex  Parte 
74,  the  Tennessee  commission  permitted  similar  increases  on 
freight  and  passenger  fares  and  other  charges,  "except  on  road 
building  material  (when  consigned  to  federal,  state,  county  or 
municipal  authorities  or  their  bona  fide  agents),  sand,  gravel, 
brick,  sewer  pipe,  fertilizer  and  fertilizer  material."  The  ex- 
cepted  things  were  suspended,  except  as  to  the  traffic  carried 
by  the  Tennessee  Central,  Birmingham  &  Northwestern  and 
the  Gulf,  Mobile  &  Northern.  On  account  of  their  need  of  money 
they  were  permitted  to  make  a  25  per  cent  increase  on  the  ex- 
pected commodities.  In  November  last  year  the  Tennessee  com- 
mission vacated  its  suspension  order,  but  prohibited  any  in- 
crease in  rates  on  sewer  pipe,  and  stone  and  gravel  to  be  used 
on  the  public  highways.  An  increase  on  common  brick,  subject 
to  some  limitations,  was  permitted.  That  limitation  caused  an 
increase  on  short  hauls  and  on  hauls  for  distances  greater  than 
250  miles. 

The  Commission  said  a  great  mass  of  testimony  was  intro- 
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cluced  l«i  show  the  changes  ill  relationship  i>!  rales  on  brick  that 
resulted  from  the  orders  ol'  (lie  Tennessee  commission,  but  It 
saiil  llir  testimony  ifll  short  of  proving  that  the  intrastate  rate* 

i  whole,  or  those  of  individual  lines,  discriminated  against 
interstate  commerce.  It  said  that  some  of  the  intrastate  rates 
appeared  to  be  too  low  in  comparison  witli  some  interstate  rates, 
hul  Hint  many  Instances  were  given  with  suggested  a  contrary 
conclusion.  It  said  that  the  carriers  had  not  shown  the  exact 
extent  to  which  they  would  benefit  by  the  further  increase  in 
ihrir  intrastate  rates  proposed  by  them.  In  conclusion  the 
Commission  .said  the  record  did  not  disclose  whether  the  situa- 
tions before  mentioned  should  be  corrected  by  changes  in  the 
intrastate  rates,  or  in  the  interstate  rates,  or  both.  The  dif- 
ficulty on  that  head  arose,  it  said,  because  of  the  lack  of  con- 
sistency between  the  various  interstate  rates  and  as  between 
the  various  intrastate  rates.  It  further  said  that  the  same 
dilliculty  was  experienced  in  trying  to  determine  whether  the 
intraslatp  rates  concerning  which  the  complaint  had  been  made 
caused  undue,  unreasonable  or  unjust  discrimination  against. 
interstate  commerce  because  of  their  unreasonably  low  level. 
It  said  the  situations  that  exist  can  best  be  handled  by  confer- 
ence and  co-operation  between  the  Tennessee  authorities  and 
the  railroads  or  by  specific  complaint  to  the  federal  body  by  the 
persons  or  localities  which  believe  they  are  subjected  to  undue 
prejudice. 

As  to  sewer  pipe,  the  Commission  said  that  the  record 
tailed  to  show  that  the  Intrastate  rates  were  relatively  lower 
than  the  interstate  rates  from  Knoxville  and  Chattanooga  for 
comparable  distances,  and  that  the  comment  on  the  brick  struc- 
ture applied  with  equal  force  to  the  rates  on  sewer  pipe. 

Tennessee  objected  to  the  introduction  of  rates  on  sand  and 
snivel  for  road  building  on  the  ground  that  section  22  said  that 
nothing  in  the  act  should  be  construed  to  prevent  the  hauling, 
at  reduced  rates,  for  states  or  municipalities,  or  without  charge 
to  them;  also  that  inasmuch  as  rates  for  state  or  municipal 
governments  were  not  required  to  be  filed  with  the  Commission, 
Tennessee  could  not  make  comparison  with  rates  made  for 
interstate  application.  To  adopt  such  a  construction  of  section 
22,  the  Commission  said,  would  make  it  mandatory  for  carriers 
to  maintain  lower  municipal  rates  on  intrastate  traffic.  The 
section,  it  said,  had  been  uniformly  construed  as  permissive  and 
not  mandatory. 

In  authorizing  higher  rates  on  sand  and  gravel  used  com- 
mercially the  Tennessee  commission  impliedly  approved,  the 
report  said,  the  level  of  the  rates  on  sand  and  gravel  as  in- 
creased under  its  own  permission,  in  line  with  the  permission 
granted  as  to  interstate  rates  in  Ex  Parte  74. 


DEMURRANGE  &  STORAGE  ON  GRAPES 

A  finding  that  demurrage  and  storage  charges  were  illegally 
assessed  at  Highland,  N.  Y.,  and  an  admonition  that  they  should 
be  refunded  with  interest,  have  been  made  in  No.  11031,  Schuhle's 
Pure  Grape  Juice  Co.  vs.  Central  New  England,  Director-Gen- 
eral, et  al.,  opinion  No.  7067,  63  I.  C.  C.  129-32.  The  complainant, 
in  the  fall  of  1919,  received  so  many  refrigerator  carloads  of 
grapes  that  the  facilities  of  the  Central  New  England  and  West 
Shore  roads  were  blocked.  The  Centfta.1  New  England  put  the 
cars  on  storage  tracks,  sent  notices  of  arrival  and  proceeded  to 
bill  the  complainant  for  demurrage  and  the  $10  per  day  penalty, 
which,  while  the  cars  were  waiting  to  be  unloaded,  was  imposed 
on  refrigerator  cars  not  unloaded  within  the  free  time. 

The  complainant  used  the  public  delivery  tracks  of  the 
roads,  which,  in  the  case  of  the  Central  New  England,  the  report 
said,  were  increased  only  40  feet  since  1888.  The  demurrage 
was  assessed,  but  not  collected,  on  the  constructive  placement 
theory.  The  Commission  said  that  the  demurrage  tariffs  did 
not  apply  to  such  situations,  and  that  the  charges  should  be 
waived  in  cases  where  they  were  not  collected,  and  returned  in 
instances  in  which  they  were  collected. 


RATES  ON  CHROME  ORE 

The  Commission  has  dismissed  No.  11390,  C.  S.  Maltby  vs. 
Sumpter  Valley,  Director-General,  et  al.,  opinion  No.  7063,  63  I.  C.C. 
103-6,  holding  that  the  rate  on  chrome  ore  from  Prairie  to  Baker, 
Ore.,  in  the  period  from  July  1  to  October  31,  1918,  was  not 
illegal,  as  alleged,  nor  unjust  nor  unreasonable  after  the  last 
mentioned  date.  Commissioner  Meyer  wrote  the  opinion. 

Shipments  of  the  ore  were  made  to  steel  plants  in  eastern 
and  middle  states,  Utah  and  Colorado.  A  rate  of  17.5  cents  im- 
posed by  the  Sumpter  Valley  created  the  issues  with  which  the 
Commission  dealt.  That  road  is  one  of  the  hundreds  of  short 
lines  with  which  the  Railroad  Administration  had  so  much 
trouble  while  it  was  trying  to  determine  whether  they  had  been 
taken  over  and,  if  they  had  been  taken  over,  whether  they  should 
be  kept.  It  was  included  in  the  list  of  roads  released  as  of 
June  30,  with  the  contention  that  it  had  not  really  been  taken 
over. 

On  June  25,  in  compliance  with  General  Order  28,  its  rates 
were  increased  by  the  President.  General  Order  28  provided, 
among  other  things,  that  the  increase  on  iron  ore  should  be 
limited  to  30  cents  per  ton. 


Complainant  contended  that  the  rate  of  17. 5  cents  wan  Illegal 
between  July  1  and  October  31,  because,  alter  the  rdinqulHhnient 
of  the  Sumpter  Valley  on  June  30,  It  look  no  Htepn  to  publish 
the  Increased  rate  on  HH  own  responsibility.  The  contention 
was  made  that  the  rellnqulHhment  had  had  the  effect  of  restor- 
ing the  14-cent  rate,  theretofore  published  by  the  Sumpter  Valley. 
A  further  contention  on  that  point,  the  legality  of  the  17.5-cent 
rate,  was  that  it  was  illegal  because  It  was  not  made  in  con- 
formity with  the  terms  of  General  Order  28,  in  that  the  increase 
on  chrome  ore,  which  complainant  contended  was  an  Iron  ore, 
was  more  than  30  cents  a  ton,  the  maximum  increase  allowed 
on  iron  ore. 

The  Commission  disagreed  with  the  complainant  on  all 
points.  Mr.  Meyer  said  that,  admitting  that  the  rate  was  not 
in  compliance  with  the  terms  of  General  Order  28,  the  conten- 
tion amounted  to  nothing,  because  compliance  with  the  terms 
of  the  order  was  not  required  by  law.  He  pointed  out  that,  but 
for  the  general  order,  the  complainant  would  have  no  foundation 
on  which  to  place  the  contention.  He  said  the  so-called  failure 
to  comply  with  the  general  order  could  not  be  used  to  defeat 
the  validity  of  the  rate  as  filed  by  the  duly  credited  agents  of 
the  President. 

As  to  the  contention  that  chrome  ore  was  an  Iron  ore  and 
therefore  came  within  the  maximum  increase  of  30  cents  a  ton, 
the  Commission  pointed  to  the  fact  that  the  ore  was  not  shipped 
on  account  of  its  content  of  iron,  but  was  valuable  on  account 
of  its  content  of  chromic  oxide,  and  that  chrome  iron  is  distinct 
from  iron  ore  because  of  its  predominating  content  of  chromic 
oxide  and  its  different  commercial  use.  From  a  commercial 
standpoint,  Commissioner  Meyer  said,  chrome  is  a  commodity 
distinct  from  and  more  valuable  than  iron  ore,  and  the  mere 
fact  that  it  was  subjected  to  a  different  measure  of  increase 
than  iron  ore  did  not  establish  the  unreasonableness  of  the  rate. 


RATES  ON  STEEL  AND  IRON 

Something  more  than  the  fact  that  export  rates  lower  than 
the  domestic  were  in  effect  prior  to  June  25,  1918,  and  that  sub- 
sequently export  rates  were  restored.  Commissioner  McChord 
said,  in  a  report  on  No.  11061,  American  Steel  Export  Co.  vs. 
Indiana  Harbor  Belt,  Director-General,  et  al.,  opinion  No.  7060, 
63  I.  C.  C.,  86-8,  was  required  to  show  that  the  domestic  rates 
imposed  on  steel  and  iron  for  export  through  Pacific  ports,  after 
June  25,  1918,  were  unreasonable  or  otherwise  unlawful.  The 
Commission  said  that  that  was  all  that  had  been  shown  by  the 
complainant  in  this  case.  Therefore  the  Commission  dismissed 
it.  Commissioner  McChord  said  no  attempt  had  been  made  to 
impeach  the  domestic  rates  which  became  effective  when  the 
export  rates  were  cancelled.  It  was  conceded,  he  said,  that  as 
much  service  is  rendered  on  export  traffic  as  on  domestic  and 
therefore  something  more  than  the  prior  existence  of  lower  ex- 
port rates  was  necessary  to  warrant  a  condemnation  of  the 
higher  domestic  rates. 


PITTMAN  ON  SENATE  COMMITTEE 

The    Traffic    World    Washington   Bureau 

Senator  Pittman,  of  Nevada,  Democrat,  has  succeeded  former 
Senator  Wolcott,  of  Delaware,  as  a  member  of  the  Senate  inter- 
state commerce  committee.  Senator  Wolcott  resigned  from  the 
Senate  recently  to  accept  the  position  of  chancellor  of  Delaware. 
Senator  Pittman  is  an  advocate  of  a  rigid  enforcement  of  the 
long-and-short-haul  rule  of  the  fourth  section  of  the  interstate 
commerce  act. 


FREE  CANAL  TOLLS 

The    Traffic    World    Washington   Bureau 

The  Senate,  by  unanimous  consent,  agreed  August  15  to  vote 
not  later  than  4  p.  m.,  October  10,  on  the  bills  (S.  665)  providing 
for  the  free  passage  of  American  vessels  through  the  Panama 
Canal.  Senator  Borah,  who  presented  the  motion,  said  that  some 
time  ago  President  Harding  had  assured  him  he  was  for  free 
tolls  and  had  no  objection  to  the  bill.  Senator  Harrison,  of  Mis- 
sissippi, had  called  attention  to  the  fact  that  he  had  read  in  the 
newspapers  that  the  President  was  not  anxious  to  have  the  bill 
considered  at  this  time  because  of  international  reasons. 


N.   P.  ACQUIRES  B.  &  C.   M. 

The  Northern  Pacific,  in  finance  docket  No.  1210,  has  been 
authorized  to  acquire  the  properties  of  the  Billings  &  Central 
Montana,  extending  from  Billings  to  Shepard,  Mont.,  a  distance 
of  about  thirteen  miles,  constructed  in  1913  by  an  improvement 
company,  the  stock  of  which  was  owned  by  the  Northern  Pacific. 
Access  to  the  tracks  of  the  Billings  &  Central  Montana  is  ob- 
tained by  trackage  rights  over  the  Burlington.  The  branch  is 
to  be  bought  for  what  the  improvement  company  claims  it  cost, 
namely,  $315,472.  The  authorization  is  conditional  that  the 
branch  be  not  carried  on  the  books,  under  the  item  of  cost  of 
road  and  equipment,  at  more  than  $220,445.  That  sum  is  the 
cost,  exclusive  of  accumulated  interest,  amounting  to  about 
$93,000. 
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Tentative  Reports  of  the  Commission 


BRIDGE  CO.  NOT  COMMON  CARRIER 

A  bridge  company  that  does  not  hold  itself  out  to  carry 
freight  or  passengers  and  neither  owns  nor  operates  any  engines 
or  other  facilities  of  commerce  between  the  states,  is  not  a 
common  carrier  within  the  meaning  of  the  first  section  of  the  in- 
terstate commerce  act,  according  to  the  understanding  of  the  de- 
cisions of  the  courts  by  Examiner  Warren  H.  Wagner.  There- 
fore, he  has  recommended  a  dismissal  of  No.  12006,  Keokuk  & 
Hamilton  Bridge  Company  vs.  Wabash  et  al. 

In  that  complaint  the  bridge  company  endeavored  to  con- 
vince the  Commission  that,  inasmuch  as  the  bridge  is  used  by 
the  Wabash  and  other  railroad  companies  to  get  their  trains 
across  the  Mississippi  between  Hamilton,  111.,  and  Keokuk,  la., 
the  Commission  has  the  power  and  it  is  its  duty  to  prescribe 
more  reasonable  divisions  for  the  complainant.  Wagner  called 
attention  to  the  fact  that  the  word  bridge  is  used  only  once  in 
the  interstate  commerce  law,  but  then  only  in  a  descriptive 
sense  to  show  what  may  be  deemed  a  facility,  but  not  as  de- 
scribing what  is  a  carrier  subject  to  the  act. 

The  bridge  company  also  asked  the  Commission  to  direct  the 
Wabash  to  restore  traffic  "to  its  natural  channel"  by  routing 
trains  over  the  Keokuk  bridge  instead  of  preferring  its  own 
bridge  at  Hannibal. 

Andrew  Carnegie  and  his  associates  built  the  bridge  in 
1869  and  the  two  following  years.  The  precedessors  of  the  rail- 
road companies  now  using  the  bridge  entered  into  a  contract 
with  the  bridge  company.  No  railroad  company  has  any  interest 
in  the  bridge  company.  One  of  the  points  made  by  the  complain- 
ant was  that  the  railroads  were  paying  it  less,  as  tolls,  than 
the  arbitraries  they  were  adding  to  their  rates  to  cover  the 
cost  of  getting  the  goods  over  the  river. 

Wagner  went  at  length  into  the  subject  to  show  that  the 
bridge  company  is  not  a  common  carrier  and  the  contract  be- 
tween it  and  the  railroads  was  somethinjg  over  which  the  Com- 
mission has  no  control;  and  that  it  can  fix  or  establish  divisions 
only  when  the  parties  in  interest  are  common  carriers. 

BARGE  LINE  PORT  TO  PORT  RATES 

Port-to-port  rates  of  the  Mississippi-Warrior  Barge  Line,  ac- 
cording to  the  view  of  Examiner  F.  W.  McM.  Woodrow,  expresseQ 
by  him  in  a  tentative  report  on  No.  12120,  Corona  Coal  Co.  vs. 
Secretary  of  War,  operating  under  the  designation,  War  De- 
partment, Inland  Waterways,  Mississippi-Warrior  Service,  etc., 
et  al.,  are  not  under  the  jurisdiction  of  the  Commission  any  more 
than  are  the  port-to-port  rates  of  a  carrier  by  water  that  may 
have  arrangements  with  a  common  carrier  by  railroad  for  the 
maintenance  of  joint  rail-and-water  rates.  Therefore,  he  has 
recommended  the  dismissal  of  the  complaint,  which  alleged  a 
violation  of  the  third  section,  because:  (1)  its  all-water  (port-to- 
port)  coal  rates  to  Mobile  and  New  Orleans  were  made  on  a  20- 
cent  differential  under  the  rail-and-water  and  all-rail  rates;  (2) 
because  certain  demurrage,  towage,  storage,  unloading  or  re- 
loading charges  at  (Violet)  New  Orleans  applicable  to  coal  via 
all-water  and  rail-and-water,  differed  from  the  corresponding  New 
Orleans  rail  charges;  and  (3)  because  the  defendant  applied  to 
coal  a  different  basis  of  rate-making  than  to  other  commodities. 

Complainant's  attorney  asked  the  Commission,  even  if  it 
held  it  had  not  jurisdiction,  to  assume  jurisdiction  and  decide  the 
allegation  of  violation  of  the  third  section.  Examiner  Woodrow 
said  that  that  could  not  be  done  because  either  jurisdiction  ex- 
isted or  it  did  not  exist  and  was  a  thing  that  could  not  be  as- 
sumed. But,  assuming  that  the  Commission  would  disagree  with 
him  on  the  jurisdictional  question,  the  examiner  said  that  the 
record  showed  no  discrimination.  He  said  the  fact  that  there 
was  no  difference  in  the  all-rail  and  water-and-rail  rates  did  not 
show  discrimination  against  coal  of  the  kind  forbidden  by  law 
and  rail-and-water  rates  on  other  commodities  were  lower  than 
all-rail,  because  there  was  no  competition  between  coal  and  other 
commodities  to  which  lower  rail-and-water  rates  were  applied. 

Examiner  Woodrow  said  the  complainant  seemed  to  ques- 
tion the  wisdom  of  the  government  operating  a  barge  line,  but 
he  suggested  that  that  was  a  question  for  Congress  and  not  the 
Commission. 


RATES  ON  FUEL  AND  GAS  OIL 

In  a  tentative  report  on  No.  11788,  Traffic  Bureau,  Davenport 
Commercial  Club  et  al.,  vs.  A.  T.  &  S.  F.,  Director-General,  et  al., 
Examiner  Bronson  Jewell  has  recommended  a  holding  that  rates 
on  fuel  and  gas  oils,  in  tank  cars,  from  the  mid-continent  field, 
to  points  in  Iowa  and  Illinois,  were  and  for  two  years  last  past 
preceding  the  filing  of  the  complaint  in  September,  1920,  were 
and  are  unreasonable  because  and  to  the  extent  that  the  rates 
on  the  lower  grades  of  oil,  prior  to  August  26,  1920,  were  not  five 


cents  per  100  pounds  under  the  rates  on  the  more  valuable  re- 
fined oils  and  that  they  have  been  unreasonable  since  August  26, 
1920,  because  they  were  and  are  not  seven  cents  less  than  the 
rates  on  the  refined  oils. 

Adoption  of  the  report  would  require  the  railroads  to  estab- 
lish rates  for  the  future  on  the  basis  of  seven  cents  less  on  crude, 
fuel  and  gas  oils  than  those  applied  on  gasoline,  kerosene  and 
lubricating  oils,  and  the  return  to  shippers  of  the  difference  be- 
tween the  rates  collected  and  those  the  examiner  thinks  the  Com- 
mission should  hold  to  have  been  and  to  be  reasonable. 

The  Western  Petroleum  Association  and  a  number  of  re- 
ceivers of  oil  intervened  in  the  case  in  behalf  of  the  complain- 
ants. 

While  the  complainants  specifically  attacked  only  the  rates 
to  Davenport  and  a  number  of  places  where  the  United  Light 
and  Railways  Company  uses  fuel  and  gas  oil,  the  adoption  of  the 
report  would  mean  reductions  in  rates  on  the  lower  grades  in 
all  that  territory  east  and  west  of  the  Mississippi  in  which  the 
Commission's  decision  in  the  Mid-continent  case,  36  I.  C.  C.  109, 
was  supposed  to  have  been  applied.  Jewell  pointed  out  that  if 
the  carriers  had  observed  the  admonition  of  the  Commission 
to  make  their  rates  on  oil  in  accordance  with  the  rule  laid  down 
in  that  case,  namely,  that  crude  and  fuel  oil  should  be  five  cents 
under  refined  oils,  the  rates  on  fuel  and  gas  oil  after  August  26, 
1920,  would  have  been  29.5  cents  and  on  refined  oils  36.5  cents, 
and  prior  to  that  date  thirty-five  per  cent  lower,  with  only  a  dif- 
ference of  five  cents  between  crude  and  refined.  The  carriers, 
however,  did  not  obsrve  the  rules  laid  down  in  that  case.  Now, 
if  the  Commission  adopts  Jewell's  report,  they  will  have  to  make 
refunds  and  pay  six  per  cent  on  what  they  collected,  on  the 
lower  grades,  at  the  rate  of  6  per  cent. 


COKE  FROM  ST.  PAUL 

Attorney-Examiner  A.  R.  Mackley,  in  a  report  on  No.  11460, 
Minnesota  By-Product  Coke  Co.  vs.  C.,  B.  &  Q.,  et  al.  has  recom- 
mended a  holding  that  the  carload  rate  on  coke  from  St.  Paul 
to  points  in  South  Dakota,  Wisconsin,  Iowa,  and  other  states  is 
unreasonable  and  unduly  prejudicial,  but  that  the  complainant 
should  not  have  reparation.  A  further  holding  recommended  by 
him  is  that  the  Minnesota  interstate  rates  on  anthracite  coal 
during  federal  control,  had  not  been  shown  to  have  been  an  ap- 
propriate measure  for  rates  on  coke  from  St.  Paul.  Reparation 
was  prayed  on  both  interstate  and  intrastate  rates. 

The  Railroad  and  Warehouse  Commission  of  Minnesota,  the 
railroad  commissioners  of  South  Dakota,  and  the  Traffic  Bureau 
of  Sioux  City  intervened  in  behalf  of  the  complainant.  The 
Northwestern  Dock  Operators'  Association  intervened  to  allege 
that,  if  reductions  were  ordered  from  St.  Paul,  similar  reduc- 
tions should  be  made  from  the  docks,  inasmuch  as  the  rates  on 
coal  and  coke  from  St.  PAul  and  the  ports  are  related. 

In  1917  the  defendants  undertook  a  revision  of  the  rates  on 
Coke  and  the  Minnesota  commission  allowed  the  revision  to  be- 
come operative,  although  it  regarded  those  higher  than  the  rates 
on  hard  coal  to  be  unreasonable  to  that  extent. 

At  the  hearing  the  railroads  presented  rates  which,  if  put 
into  effect,  would  be  satisfactory  to  the  complainants.  Mackley 
said  that  the  Commission  should  find  that,  in  view  of  the  present 
adjustments  from  Duluth,  Milwaukee,  Chicago  and  St.  Louis,  and 
in  view  of  other  facts  and  comparisons  of  record,  that  the  pres- 
ent rates  from  St.  Paul  are  unreasonable  and  unduly  prejudicial 
to  the  extent  that  they  exceed  the  rates  proposed  by  the  rail- 
roads; except  that  as  to  the  rates  to  Omaha  and  Council  Bluffs 
and  points  taking  the  same  rates  it  should  find  them  unreason- 
able and  unduly  prejudicial  to  the  extent  that  they  exceeded  $3; 
and  except  also  that  to  Chicago  and  Chicago  rate  points  the  pres- 
ent rate  is  unreasonable  and  unduly  prejudicial  to  the  extent 
that  it  exceeds  $2.60. 

His  recommendation  is  that  reparation  be  denied  on  the 
ground  that  the  existing  record  affords  no  adequate  basis  for 
an  award  of  reparation. 


RATES  ON  GRAIN,  KAN.  TO  CAL. 

In  a  report  on  No.  12334,  Freeman  Grain  Co.  vs.  Director- 
General,  as  agent,  Examiner  F.  E.  Early  proposes  that  the  Com- 
mission shall  reiterate  its  decision  in  the  Van  Dusen  Harring- 
ton Co.  case,  35  I.  C.  C.  173,  and  47  I.  C.  C.  59,  that  if  a  car- 
rier desires  to  restrict  traffic  to  a  given  route  or  routes,  it  should 
do  so  by  using  unmistakable  language,  and  that  the  imposition 
of  any  higher  charge  or  rate  than  specified  in  a  tariff  not  carry- 
ing any  restriction  as  to  routing  is  illegal.  In  this  case  the 
complainants  forwarded  grain  from  Lucas,  Kan.  via  Salina,  to 
destinations  in  California,  the  forwarding  via  Salina  having 
been  ordered  to  enable  the  complainants  to  have  their  grain 
graded.  The  Union  Pacific  charged  a  local  rate  up  to  Salina, 
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:i  ivrnnsiKnincnt  charge  of  |5  and  the  through  rate  of  64  cents 
from  S;ilm;i  to  the  California  destinations.  The  examiner  said 
the  tariff  made  the  64  cent  rate  applicable  from  many  points  In 
Kansas,  including  Lucas,  and  did  not  restrict  the  routing.  A 
haul  of  78  miles  more  was  entailed  via  the  Sallna  route  than 
MMT  some  other  route.  The  examiner  suggested  that  on  a  haul 
of  1,700  miles  and  more  that  was  not  an  unreasonably  circuitous 
route.  Therefore,  he  recommended  reparation  down  to  the  64 
rate. 


RESHIPPING  RATES  ON  COTTON 

Dismissal  has  been  recommended  for  No.  12393,  Lee  Pender- 
grass  Cotton  Company  vs.  Missouri  Pacific,  Director-General  et 
ill.,  liv  Kxaminer  Myron  Witters  on  a  holding  that  the  rates  on 
!•(>!  ion  from  points  in  Arkansas  to  eastern  milling  points  and 
the  Gulf  ports,  concentrated  and  reshipped  at  Helena,  Ark.,  In 
the  fall  of  1917,  and  at  various  times  during  federal  control, 
WITP  not  unreasonable  over  the  routes  of  movement. 

In  this  case  the  cotton,  uncompressed,  moved  into  Helena 
over  the  Missouri  Pacific  and  the  Missouri  &  North  Arkansas 
and  out  over  the  Yazoo  &  Mississippi  Valley.  The  outbound 
movement  was  upon  instructions  from  the  shipper,  who  con- 
tended that,  inasmuch  as  the  carriers  which  had  the  inbound 
movement  were  embargoed  beyond  Helena,  it  was  his  right  to 
forward  the  shipments  over  the  Yazoo  &  Mississippi  Valley 
That  right  was  claimed  under  General  Order  No.  1,  in  which 
Director-General  McAdoo  ordered  the  carriers  to  forward  freight 
by  the  most  expeditious  routes,  protecting  the  rate  over  the 
routes  designated  by  the  shipper. 

Examiner  Witters  said  the  Commission  should  not  accept- 
such  a  contention.  He  said  it  should  insist  upon  the  observance 
of  the  tariff  provisions,  one  of  which  was  that  the  through  rate 
would  be  protected  only  when  the  compressed  cotton  was  shipped 
out  over  the  rails  of  the  carrier  that  brought  it  to  the  compress 
point.  To  allow  that  contention,  Witters  said,  would  mean  the 
application  of  any  rate  between  two  points  over  any  possible 
route. 

Defendant  contended  that,  if  the  through  rates  of  the  Mis- 
souri Pacific  should  be  held  not  applicable  on  this  commodity 
over  the  Y.  &  M.  V.  during  federal  control,  then  the  rates  beyond 
Helena  were  unreasonable.  With  that  contention  the  examiner 
said  the  Commission  should  not  agree.  In  other  words,  he  rec- 
ommended that  the  Commission  sould  hold  that  the  shipper,  hav- 
ing routed  the  cotton  beyond  the  transit  point,  should  pay  the 
rates  carried  in  the  tariffs  applicable  to  the  routes  of  movement. 

Witters  found  that  there  were  overcharges  on  several  ship- 
ments. They  should  be  refunded,  he  said,  and  the  complaint 
dismissed. 


HICKORY    FLITCHES   AND    PLANKS 

The  rates  on  hickory  flitches  and  planks  from  points  on 
the  lines  of  the  Illinois  Central,  from  Crowder,  Miss.,  and  other 
points  on  the  Batesville  Southwestern  Branch,  are  unreasonable, 
according  to  a  tentative  report  proposed  by  Examiner  Keene,  in 
No.  12111,  Pioneer  Pole  &  Shaft  Co.  vs.  the  Illinois  Central  et  al., 
but  rates  between  points  in  Illinois,  Kentucky,  Tennessee,  Mis- 
sissippi, Alabama  and  Louisiana,  to  Memphis  and  Cairo,  he  said, 
are  not  either  unreasonable  or  unduly  prejudicial. 


RATE   ON   COAL   IN   ALABAMA 

A  rate  of  $1.25  is  reasonable  on  coal  moving  from  Dora  to 
Ruffner,  Ala.,  according  to  a  tentative  report  proposed  by  Exam- 
iner Woodrow  in  No.  12112,  Sloss-Sheffield  Steel  &  Iron  Co. 
against  the  Director-General,  as  agent,  and  reparation  on  that 
is  should  be  awarded,  as  to  that  part  of  the  complaint,  but 
as  to  rates  from  Dora  to  Sloss,  Woodrow  said  they  were  neither 
unlawful  nor  unreasonable. 


GALVANIZED  WIRE   FOR  JAPAN 

Assistanf  Chief  Examiner  Ulysses  Butler  has  recommended 
the  dismissal  of  No.  11235,  D.  Nagase  &  Co.,  Ltd.,  vs.  New  York 
Central  et  al.,  on  the  holding  that  the  rate  on  galvanized  wire 
from  Grand  Crossing,  111.,  to  Seattle,  Wash.,  June,  1918,  for  ex- 
port to  Japan  was  not  unreasonable  or  unduly  prejudicial.  A 
rate  of  $1.12%  was  imposed.  The  complainant  contended  that 
that  rate  was  unreasonable  because  it  exceeded  an  export  rate 
of  60  cents,  subsequently  established. 


RATES  ON   CRUDE  OIL 

Assistant  Chief  Examiner  Butler,  in  a  report  on  No.  10683, 
Wagner  &  Steiner  vs.  Missouri  Pacific,  Director-General,  et  al., 
lias  recommended  a  holding  of  unreasonableness  and  an  award  of 
reparation  as  to  rates  and  shipments  of  eleven  tank  cars  of 
crude  oil  from  Mile  Post  343,  Ranger,  Tex.,  to  Fort  Smith,  Ark., 
in  November,  1918.  Charges  amounting  to  $5,681  were  collected 
at  the  legally  applicable  fifth  class  rate  of  81.5  cents.  Two 
months  before  the  shipments  were  made  the  complainants  asked 
the  railroads  to  establish  an  appropriate  commodity  rate.  On 
November  6  they  published  a  rate  of  25  cents  to  refining  points 
in  Oklahoma,  with  which  the  Fort  Smith  refinery  competes. 


In  December  that  rate  was  extended  to  Fort  Smith.  Butler  rec- 
ommended a  holding  that  the  rate  of  81.5  cents  was  unreason- 
able to  the  etxent  that  It  exceeded  the  subsequently  established 
rate  of  25  cents  and  that  reparation  be  ordered  to  that  hauls, 
the  refund  to  be  $3,938  and  interest. 


RATE  ON  CEDAR  PENCIL  SLABS 

Reparation  on  a  holding  of  unreasonableness  has  been  rec- 
ommended by  Examiner  Warren  H.  Wagner  In  a  report  on  No. 
12241,  Standard  Pencil  Co.  vs.  Director-General,  as  agent,  as 
to  a  fifth  class  rate  on  cedar  pencil  slabs  from  Cotter,  Ark.,  to 
St.  Louis  prior  to  February  29,  1920.  Wagner  recommended 
reparation  down  to  the  basis  of  38  cents. 


RATE  ON    BROKEN    LIMESTONE 

In  a  report  on  No.  12295,  West  Virginia  Pulp  &  Paper  Co. 
vs.  Director-General,  as  agent,  Examiner  Paul  O.  Carter  has 
recommended  a  finding  that  the  rate  on  97  cars  of  broken  lime- 
stone shipped  from  Thomasville  to  Tyrone,  Pa.,  In  the  period 
between  June  25,  1918,  and  February  5,  1919,  was  unreasonable 
to  the  extent  that  it  exceeded  $1.70  per  net  ton. 


RATE  ON   VEGETABLE  OIL 

Examiner  John  B.  Keeler  has  recommended  the  dismissal 
of  No.  12369,  Peet  Brothers  Manufacturing  Co.  vs.  Director-Gen- 
eral, as  agent,  on  a  holding  that  a  rate  of  $1.12  >/&  on  domestic 
and  imported  shipments  of  vegetable  oil  from  Pacific  coast 
points  to  Kansas  City  in  1918  and  1919  was  not  unreasonable. 


RATES  ON    SLAG 

In  a  proposed  report  on  No.  12142,  John  M.  Buckland  vs. 
Director-General,  Examiner  J.  Edgar  Smith  recommended  a  hold- 
ing of  unreasonableness  and  an  award  of  reparation  as  to  rates 
on  slag  from  Emaus,  Pa.,  to  West  Collingswood,  N.  J.,  in  effect 
between  November  1  and  November  18,  1918.  Rates  of  $1.90 
and  $2  per  ton  were  collected,  the  latter  being  the  legally  ap- 
plicable rate.  The  examiner  recommended  reparation  to  the 
basis  of  a  rate  of  $1.30. 


COAL  FROM  RICEVILLE 

Examiner  Warren  H.  Wagner  has  recommended  in  a  report 
on  No.  12196,  Green  Rock  Coal  Company  vs.  Big  Sandy  &  Ken- 
tucky River  et  al.,  that  rates  on  bituminous  coal  from  Riceville, 
Ky.,  are  and  were  unreasonable,  since  January  20,  1919,  because 
and  to  the  extent  that  they  exceeded  or  may  exceed  the  rates 
contemporaneously  applicable  from  Group  5  District  on  the  Ches- 
apeake &  Ohio.  He  recommended  reparation. 


RATE  ON  FIRE  CLAY  IN   MISSOURI 

An  order  of  dismissal  has  been  proposed  by  Examiner  War- 
ren H.  Wagner  in  a  report  on  No.  12216,  Walsh  Fire  Clay  Prod- 
ucts Co.  vs.  Chicago  &  Alton  et  al.,  on  a  holding  that  a  rate  on 
fire  clay  from  Whiteside,  Mo.,  to  Vandalia,  Mo.,  during  federal 
control  was  not  unreasonable  or  otherwise  unlawful. 


RATES  ON    FRESH    MEATS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  suggested  by  Examiner  John  T.  Money,  in  a  report  on 
No.  12332,  Armour  &  Co.  vs.  D.  L.  &  W.  and  Director-General,  as 
to  rates  on  fresh  meats  from  the  freezer  of  the  Eastern  States 
Refrigerator  Company  to  the  packing  house  of  Armour  &  Co.  at 
Jersey  City  during  the  period  of  federal  control.  Examiner 
Money  said  the  Commission  should  find  the  rates  were  unrea- 
sonable to  the  extent  that  they  exceeded  $15  a  car.  As  to  the 
present  rates  between  the  freezer  and  the  packing  plant,  he  said 
the  Commission  should  say  that  It  has  no  jurisdiction  because 
they  are  intrastate. 


RATES    ON    TANK    MATERIAL,    ETC. 

Examiner  Frank  E.  Mullen,  in  a  report  on  No.  12047,  Brad- 
ford Rig  &  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al.  has  recommended 
a  holding  that  rates  on  band,  bull  and  calf  wheel  arms,  cants 
and  pins,  in  carloads,  from  Tulsa,  Okla.,  to  destinations  in  Kan- 
sas and  Texas  were  unreasonable  and  unduly  prejudicial  because 
and  to  the  extent  that  they  exceeded  the  contemporaneous  rates 
on  lumber.  He  further  recommended  that  it  be  held  that  the 
rates  on  wooden  tank  material  from  Tulsa  to  Eldorado  and 
Peabody  were  and  are  not  unreasonable  or  otherwise  unlawful. 


FIRE  CLAY,  VANDALIA  TO  ST.  LOUIS 
An  order  of  dismissal  has  been  recommended  by  Examiner 
Warren  H.  Wagner,  in  a  report  on  No.  12167,  Walsh  Fire  Clay 
Products  Company  vs.  Chicago  &  Alton  et  al.,  on  a  holding  that 
the  rate  on  fire  clay  from  Vandalia,  Mo.,  to  St.  Louis,  moving 
over  an  interstate  route,  was  not  unreasonable  or  otherwise 
unlawful  in  the  period  between  June  25,  1918,  and  May  25,  1920. 
The  complainant  also  challenged  the  rate  in  effect  on  the  last 
mentioned  day  when  it  filed  its  complaint.  In  September,  1919, 
the  rate  on  other  commodities  of  that  character  was  reduced 
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from  |1.20  to  $1.10.  It  was  intended  to  apply  the  reduction  to 
the  plant  of  the  complainant  in  St.  Louis.  It  was  assumed 
that  the  Bridge  Terminal  in  St.  Louis  was  a  member  of  the 
Terminal  Railroad  Association,  but  the  Bridge  Terminal  was  not 
a  member  of  the  association  and  it  did  not  make  the  reduction, 
hence  the  complaint.  Wagner  said  the  Commission  should  also 
hold  that  the  complainant  had  not  shown  damage  by  reason  of 
the  alleged  discrimination. 

COAL,    UTAH    TO    BOISE 

Attorney-Examiner  M.  A.  Pattison  has  recommended  the 
dismissal  of  No.  12166,  Boise  Gas  Light  &  Coke  Company  vs. 
Denver  &  Rio  Grande  et  al.,  on  a  finding  that  the  rate  on  run- 
of-mine  coal  from  Sunnyside,  Utah,  to  Boise  had  not  been 
shown  to  be  unreasonable  or  unduly  prejudicial  in  comparison 
with  rates  to  Twin  Falls,  at  which  point  a  distinction  in  rates 
between  lump  and  run-of-mine  coal  is  made.  The  examiner 
pointed  out  that  there  was  no  competition  between  Boise  and 
Twin  Falls  and  coal  from  Sunnyside  did  not  move  to  Twin  Falls. 

RATES   ON    NEWSPRINT   PAPER 

Attorney-Examiner  W.  A.  Disque  has  recommended  the  dis- 
missal of  No.  12010,  Tribune,  Incorporated,  et  al.  vs.  Butte, 
Anaconda  &  Pacific  et  al.,  on  a  finding  that  rates  on  newsprint 
paper  from  points  in  Oregon  and  Washington  to  destinations  in 
Montana  were  and  are  not  unreasonable  or  unduly  prejudicial. 
The  complaint  was  brought  by  newspaper  publishers  in  Mon- 
tana. Disque,  however,  has  recommended  some  possible  relief 
by  proposing  that  the  Commission  hold,  as  being  without  justi- 
fication, the  maintenance  of  lower  rates  on  newsprint  paper 
from  points  in  the  Portland  (Ore.)  group  to  Denver  than  to 
Billings,  Mont.,  and  other  intermediate  points.  He  recommended 
that  relief  from  the  requirements  of  the  fourth  section  be  denied. 


RATES  ON    IMPORTED   FLINT   PEBBLES 

Examiner  R.  L-.  Shanfelt  has  recommended  the  dismissal  of 
No.  12470,  the  Rock  Products  Traffic  League  (flint  pebble  divi- 
sion) vs.  Baltimore  Ohio  et  al.,  on  a  finding  that  the  rates  on 
imported  flint  pebbles  and  flint  brick,  from  Boston,  New  York 
and  Baltimore  to  Silica,  East  Liverpool  and  Laughlin,  O.,  were 
and  are  not  unreasonable. 


RATES  ON  AUTO-BODY  WOODWORK 

An  award  of  reparation  and  a  finding  of  unreasonableness 
as  to  the  rates  on  auto-body  woodwork,  knocked  down,  from  St. 
Louis  to  Fort  Worth,  in  the  period  from  September  13,  1917,  to 
February  28,  1920,  has  been  made  by  Examiner  Paul  O.  Carter 
in  No.  12382,  Chevrolet  Motor  Co.  of  Texas  vs.  C.  R.  I.  &  P.  et  al. 
He  recommended  that  they  be  held  unreasonable  because  and  to 
the  extent  that  they  exceeded  the  rates  on  wagon  material  from 
St.  Louis  to  Fort  Worth,  subject  to  a  minimum  of  36,000  pounds. 


RATING    ON    HIPOLITE 

The  present  third  class  rating  on  hipolite,  a  confestionei's 
paste,  in  carloads,  in  the  three  classification  territories,  accord- 
ing to  Examiner  John  B.  Keeler,  in  a  report  on  No.  12242,  the 
Hipolite  Co.  vs.  Akron,  Canton  &  Youngstown  et  al.,  should  be 
held  not  unreasonable.  He  further  recommended  that  the  former 
any-quantity  rating  of  first  class  in  Official  and  second  class  in 
Western  and  Southern  classification  territories  were  unreason- 
able when  applied  to  carloads,  to  the  extent  that  they  exceeded 
third  class,  and  that  reparation  be  awarded  to  the  third  class 
basis  on  the  carload  shipments  made  after  January  1,  1917. 


PAYMENTS   TO   CARRIERS 

The  Commission  has  issued  partial  payment  certificates  in 
favor  of  the  Atlanta,  Birmingham  &  Atlantic  for  $90,000;  the 
Mineral  Point  &  Northern  for  $6,500,  and  the  Chicago,  Indianap- 
olis &  Louisville  for  $250,000. 

The  following  partial  payments  to  railroads  were  announced 
by  the  Treasury  Department:  Savannah  &  Statesboro,  $2,500; 
Live  Oak  Perry  &  Gulf,  $10,000;  Mt.  Jewett,  Kinzua  and  Riter- 
ville,  $16,000;  St.  Paul  Bridge  &  Terminal  Railway,  $7,500; 
Wichita  Valley  Railway,  $145,000;  Gulf,  Florida  and  Alabama, 
$12,000;  Franklin  and  Pittsylvania,  $3,000. 

The  Treasury  paid  $25,000  to  the  Lake  Erie,  Franklin  and 
Clarion  under  a  loan  certificate  issued  by  the  Commission. 

The  Railroad  Administration,  August  17,  announced  it  had 
made  additional  final  settlements  with  railroads  as  follows: 
Minnesota  &  International  Railway,  $340,000;  Detroit  &  Mack- 
inac  Railway,  $105,000;  Interstate  Railroad  Company,  $60,000. 

The  Commission  has  issued  partial  payment  certificates  to 
the  Secretary  of  the  Treasury  in  favor  of  the  Missouri  Pacific 
for  $2,000,000;  the  American  Railway  Express  Company,  for 
$425,000,  and  a  partial  payment  certificate  under  section  204  for 
the  payment  of  $100,000  to  the  Kansas,  Oklahoma  &  Gulf. 


CLEVELAND  PASSENGER  TERMINAL 

The    Traffic    World    Washington   Bureau 

The  Commission  has  dismissed  the  applications  of  the  New 
York  Central,  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis, 
and  the  New  York,  Chicago  &  St.  Louis,  for  approval  of  the  con- 
struction by  the  Cleveland  Union  Terminals  Company  of  a  new 
through  passenger  route  and  passenger  terminal  at  Cleveland. 
While  holding  that  the  need  for  a  new  main  passenger  station 
at  Cleveland  was  clear,  the  Commission  concluded  that  the  pro- 
ject involved  such  an  "enormous  expenditure  of  capital"  that 
under  the  evidence  it  could  not  lend  its  sanction  to  the  plan. 
The  total  estimated  cost  of  the  project,  on  the  1920  basis  of 
prices,  was  $72,140,818,  the  Commission  said.  This  project  is 
known  as  the  "Public  Square"  project.  Another  plan  under 
consideration,  known  as  the  "Mall  Station"  project,  would  cost 
$42,179,387  to  carry  out,  the  Commission  said. 

The  Commission  reviewed  the  differences  of  opinion  in  the 
city  of  Cleveland  as  to  the  plan  which  should  be  adopted,  remark- 
ing that  the  suitable  location  of  a  passenger  terminal  within  a 
great  city  is  a  matter  which  can  best  be  determined  locally 
rather  than  by  a  Commission  sitting  in  Washington. 

"Summing  the  matter  up,"  the  Commission  said,  "we  are  not 
persuaded  by  the  evidence  now  before  us  that  the  terminal  prob- 
lem has  received  adequate  consideration,  in  the  Public  Square 
plan,  either  from  the  local  or  the  railroad  point  of  view;  that 
this  plan  is  compatible  with  the  public  interest,  in  its  present 
form;  or  that  we  ought,  by  granting  the  certificates  of  public 
convenience  and  necessity  which  are  sought,  to  lend  our  sanction 
to  the  enormous  expenditure  of  capital  which  the  plan  involves. 
•  Possibly  the  presentation  of  further  evidence  or  the  modification 
of  the  plan  in  various  particulars  might  make  possible  a  differ- 
ent conclusion,  but  it  is  the  conclusion  which  we  are  constrained 
to  reach  upon  the  record  now  before  us.  It  should  further  be 
said  that  dismissal  of  the  pending  applications  need  not  involve 
delay  in  terminal  improvement  at  Cleveland,  for  the  record 
makes  it  clear  that  the  railroads  feel  that  they  are  so  situated 
financially  at  the  present  time  that  the  immediate  development 
of  a  plan  of  the  scope  proposed  would  not  be  practicable." 

Commissioner  Potter,  dissenting,  said: 

I  cannot  concur  in  the  conclusion  of  the  majority  report  to  deny 
the  certificate  of  public  convenience  and  necessity  asked  for.  It  is 
clear  that  public  convenience  and  necessity  require  a  new  passenger 
station  and  relief  from  existing  congestion  which  interferes  with  the 
prompt  handling  of  freight.  The  plan  involving  a  new  passenger 
station  on  the  public  square  seems  to  be  justified  and  I  think  it 
preferable  to  the  site  on  the  mall.  In  any  event  it  does  not  appear 
to  me  that  we  are  justified  on  the  record  in  overriding  the  judgment 
of  the  carriers  on  this  important  question  of  company  policy,  par- 
ticularly in  view  of  the  strong  support  which  the  plan  has  in  the  City 
of  Cleveland.  While  the  expenditure  involved  in  the  proposed  im- 
provement is  large.  I  cannot  see  that  the  public  interest  forbids  it 
It  seems  to  me  that  the  City  of  Cleveland,  the  traveling  public,  and 
shippers  who  will  use  the  improved  facilities  are  entitled  to  have  the 
improvement  made,  even  though  the  new  investment  increases  the 
burden  on  the  public  generally.  It  seems  to  me  also  that  we  are  not 
warranted  in  asserting  that  our  opinion  upon  the  business  questions 
involved  in  working  out  the  scheme  is  sounder  than  the  opinion  of  the 
representatives  of  the  carriers  who  are  more  familiar  with  the  sit- 
uation and  better  understand  its  needs,  and  who  carry  the  respon- 
sibility. 

The  New  York  Central,  August  17,  filed  an  application  with 
the  Commission  asking  for  rehearing  and  reargument  in  the 
Cleveland  passenger  terminal  case.  The  New  York  Central  and 
the  other  applicants  involved  in  the  case  set  forth  that  the  Com- 
mission erred  in  its  conclusions  in  denying  the  authority  prayed 
for.  They  said  the  Commission  erred  in  holding  against  them 
on  the  theory  that  work  on  the  building  of  a  passenger  station 
in  Cleveland  would  not  be  started  for  some  time,  as  they  pro- 
posed to  go  forward  with  the  work  as  soon  as  authority  has  been 
granted. 


MINOR    ORDERS   OF   THE   COMMISSION 

The  complaint  in  No.  12765,  Associated  Fruit  &  Vegetable 
Industries  of  New  York  State  et  al.  vs.  Ann  Arbor  et  al.,  has 
been  amended  by  making  the  Atchison,  Topeka  &  Santa  Fe  and 
other  carriers  additional  parties  defendant. 


PETITION    FOR   REHEARING 

Complainant  in  No.  10083,  Whitewater  Lumber  Co.  vs.  Ala- 
bama Central  et  al.,  has  asked  the  Commission  to  grant  a  re- 
hearing therein. 


CASE    REOPENED 

The  Commission  has  reopened  No.  11497,  Owensboro  Cham- 
ber of  Commerce  et  al.  vs.  Louisville,  Henderson  &  St.  Louis 
et  al.,  for  further  hearing  in  connection  with  portions  of  fourth 
section  application  No.  1065  of  the  L.  H.  &  St.  L.,  which  asks 
for  authority  to  continue  rates  on  lumber  from  Louisville,  Owens- 
boro and  Henderson,  Ky.,  and  Evansville,  Ind.,  and  other  points 
on  its  line  to  Columbus,  Franklin  and  Indianapolis,  Ind.,  and 
Chicago,  111.,  and  other  points  in  Central  Freight  Association 
territory  that  are  lower  than  rates  contemporaneously  in  effect 
from  intermediate  points  on  the  L.  H.  &  St.  L.;  also  portions 
of  the  application  which  requests  authority  to  continue  rates 
on  classes  and  commodities  from  Evansville,  Ind.,  and  Henderson, 
Ky.,  to  New  York,  Philadelphia,  Baltimore  and  other  points  in 
trunk  line  and  New  England  territories  that  are  lower  than  the 
rates  contemporaneously  in  effect  from  intermediate  points  on 
the  L.  H.  &  St.  L.  The  case  has  been  assigned  for  hearing  be- 
fore Examiner  Gault  at  Louisville,  Ky.,  on  September  23. 
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REDUCTIONS  IN  GRAIN  RATES 

Tht    Traffic    World    Washington    Bureau 

Announcement  of  a  revision  of  export  rates  on  grain  which, 
if  made  as  indicated,  would  cover  the  whole  country,  was  made 
at  [he  While  House  August  12,  as  one  of  the  achievements  of 
i Me  administration  for  the  benefit  of  agricultural  interests.  The 
announcement  said  that  a  reduction  of  7.5  cents  had  been  au- 
thorized to  "apply  only  on  Chicago-New  York  business,  but  the 
railroads  are  already  at  work  on  sweeping  revisions  of  grain 
raifs  Ri'iierally,  which  will  adjust  them  to  this  new  basic  charge, 
Chicago-New  York,  so  that  the  entire  agricultural  interest  will 
get  a  full  share  of  benefits.  Reductions  from  Mississippi  River 
points  are  under  consideration  and  it  is  recognized  that  the 
lines  to  the  Gulf  will  of  necessity  ask  readjustment  of  their 
rales  also,  in  line  with  general  downward  tendency." 

As  a  matter  of  fact,  the  Commission  had  not  authorized  a 
".."'  cent  reduction  from  Chicago,  which,  if  made,  would  mean 
from  Mississippi  River  points  also.  The  carriers  that  agreed 
to  that  reduction  August  2  asked  postponement  of  considera- 
tion of  their  application  until  the  week  of  August  14.  Lines 
serving  Gulf  ports  had  vigorously  protested  that  reduction, 
notwithstanding  that  it  is  in  line  with  the  five  cent  reduction 
on  ex-lake  grain  from  Lake  Erie  ports  made  to  meet  competi- 
tion of  Canadian  all-rail  and  Canadian  all-water  routes. 

The  announcement  said  that  this  revision  was  one  result 
of  Secretary  Hoover's  conferences  with  rail  executives  and  that 
Ihe  abandonment  of  "inefficiency  of  labor"  claims,  amounting 
to  1900,000,000,  as  a  condition  precedent  the  funding  of  capital 
i  \penditure  offsets,  was  another. 

Special  permission  to  make  a  7.5  cent  reduction  on  all-rail 
export  rate  on  grain  was  issued  by  the  Commission  August  18. 
It  applies  from  Chicago  and  Mississippi  River  crossings  and 
points  east  thereof  to  Atlantic  ports.  The  tariffs  may  be  filed 
on  ten  days'  notice.  A  like  reduction  is  expected  on  lake-and- 
rail  rates  from  the  northwest,  but  what  the  lines  serving  the 
Gulf  will  do  is  a  question  well-informed  men  would  not  guess 
about. 

At  the  same  time  the  Commission  announced  a  5-cent  reduc- 
tion on  export  flour  when  made  from  grain  brought  into  Buffalo 
by  lake.  That  is  the  natural  sequel  to  the  like  reduction  on 
export  ex-lake  grain,  announced  some  time  ago.  That  reduction 
may  be  made  on  ten  days'  notice. 

The  White  House  announcement  naturally  attracted  atten- 
tion because  it  is  unusual  for  the  White  House  to  announce  re- 
ductions in  rates.  The  announcement,  as  made  by  the  White 
House,  would  not  have  been  of  any  benefit  to  those  who  must 
have  accurate  information  about  rates,  because  it  was  not  writ- 
ten by  a  man  who  knows  about  either  rate-making  or  rate 
territories. 

Inquiries  began  coming  early  to  Washington  about  the  an- 
nouncement because  those  who  had  been  keeping  in  intimate 
touch  with  what  had  been  going  on  knew  that  an  hour  before 
the  White  House  made  the  announcement  no  reduction  in  the 
all-rail  rate  on  grain  from  Chicago  and  Mississippi  River  points 
bad  been  made.  They  also  knew  that  the  Commission  had  not 
passed  on  the  sixth  section  application  for  permission  to  file 
tariffs  making  the  reduction  of  7.5  cents  on  less  than  statutory 
notice  because  the  carriers  had  asked  the  Commission  to  defer 
consideration  until  this  week. 

Answer  had  to  be  made  to  the  inquiries  that  the  reduction 
had  not  been  made  but  was  merely  under  consideration.  The 
railroads  announced,  August  2,  that  they  had  decided  to  make 
a  reduction  of  7.5  cents  on  all-rail  export  via  Atlantic  ports  from 
Chicago  and  Mississippi  River  points  because  that  would  be  in 
consonance  with  the  reduction  of  5  cents  on  ex  lake  export  wheat 
and  the  grains  taking  the  same  rate  decided  on  in  the  conference 
in  New  York  on  July  28.  As  soon  as  the  eastern  lines  announced 
their  decision,  western  and  southern  lines  hauling  grain  to  the 
Gulf  ports  put  in  a  vigorous  protest  against  the  proposed  cut, 
basing  their  objection  on  the  letter  dated  March  30  last,  from 
Director  Hardie's  office,  in  which  the  Commission  clearly  indi- 
cated that  it  did  not  think  it  wise  for  the  railroads  to  make 
some  of  the  reductions  in  export  and  domestic  grain  rates  that 
had  been  under  discussion. 

The  White  House  announcement  was  as  follows: 

One  of  the  most  important  measures  the  administration  has 
initiated  for  the  relief  of  agricultural  and  of  general  industrial  condi- 
tions, concerns  the  reduction  of  transportation  rates  on  grains  for 
export.  It  is  particularly  important  because  the  substantial  reduction 
which  has  been  initiated,  1Vtc  per  100  Ibs.  on  wheat  and  corresponding 
reductions  on  other  grains,  is  certain  to  bs  carried  back  directly  to 
the  producer  and  to  enhance  the  price,  not  only  of  grain  exported,  but 
of  grain  consumed  in  this  country.  The  price  of  grain  in  exporting 
countries  is  determined  broadly  by  the  price  received  for  the  surplus 
m  importing  countries.  If  a  reduction  in  freights,  therefore,  increases 
the  price  that  the  farmer  receives  for  his  exported  grains,  the  price 
of  grain  for  domestic  consumption  will  advance  to  the  same  degree. 

When  the  railroads  recently  were  urging  early  settlement  of  their 
claims  dating  from  the  era  of  government  management,  the  president 
requested  the  Secretary  of  Commerce.  Hoover,  to  confer  with  railway 
executives.  A  succession  of  conferences  were  held,  in  which  Mr. 
Hoover,  on  behalf  of  the  president,  insisted  that  the  railways  must 
•elinquish  their  claims,  amounting  to  about  nine  hundred  million  dol- 
>rs,  on  the  grounds  of  inefficiency  of  labor.  He  also  insisted,  with 
the  administration's  backing,  that  there  must  be  concession  to  the 
agricultural  interests,  and  urged  the  reduction  of  the  export  grain 


nileH.  Thin  wan  until,  i hr  UIMIH  of  th«  adjustment,  tin-  railroads 
rallnqulshinf  their  so-called  "iHhor  Inefficiency  claim*,"  and  under- 
taking to  Inaugurate  reductlona  In  the  export  grain  rate*,  while  the 
administration  undertook  to  assist  them  by  securing  early  settlement 
of  their  claims  against  the  government. 

This  reorganization  of  grain  rates  Is  a  step  Uward  the  general 
restoration  of  those  normal  conditions  with  which  the  war  Interfered. 
As  a  war  measure.  It  was  necessary.  In  order  to  relieve  the  conges- 
tion of  freight  moving  to  the  north  Atlantic  ports,  to  make  such  ad- 
justment of  grain  rates  from  the  middle  west  as  would  force  export 
grain  to  the  gulf  ports.  But  with  the  war-time  volume  of  north 
Atlantic  traffic  withdrawn,  It  was  possible  to  return  to  the  old  basis. 

In  general,  advances  In  freight  costs  are  passed  on  to  the  con- 
sumer by  adding  them  to  selling  prices.  Hut  In  grains,  whose  domestic 
price  Is  dominated  by  the  foreign  price  of  the  exported  surplus.  "" 
producer  suffers  when  rates  go  up  and  benefits  when  they  go  down. 
Therefore,  though  the  exports  represent  a  minor  share  of  the  total 
grain  production,  the  lowering  of  export  rates  affects  the  entire  crop. 
These  reductions  of  rates,  together  with  the  arrangements  for  finan- 
cial assistance  to  export  trade  and  the  assurance  that  Europe  Is  going 
to  need  extraordinary  quantities  of  American  foodstuffs  constitute 
altogether  a  justification  for  strong  hope  that  the  tendency  In  th«- 
agricultural  markets  will  for  some  time  be  decidedly  toward  better 
prices. 

The  rate  on  export  wheat  from  Chicago  to  New  York  Is  the  basis 
from  which  all  other  grain  export  rates  are  calculated.  This  rate  has 
for  some  time  stood  at  30c  per  bushel,  and  Is  4c  lower  than  the  rate 
on  wheat  for  domestic  consumption. 

The  railroads  were  induced,  in  view  of  the  small  movement  of 
grain  and  the  unwillingness  of  the  farmers  to  sell  at  prices  they  were 
offered,  to  request  authority  from  the  Interstate  Commerce  Commis- 
sion to  reduce  the  export  rate.  Tills  has  been  granted,  the  reduction 
being  TAc  per  cwt.  on  wheat.  The  action  was  a  recognition  both  of 
the  insistence  of  .the  agricultural  Interests  that  the  rates  were  too 
high,  and  of  the  fact  that  there  had  been  a.  marked  increase  In  the 
foreign  demand  for  American  grain.  The  importance  of  the  reduc- 
tion has  been  further  accentuated  very  recently  by  the  bad  crop 
conditions  of  Europe,  Practically  throughout  the  European  continent 
and  Great  Britain  the  crops  this  year  seem  likely  to  be  the  poorest 
in  many  seasons  on  account  of  the  unprecedented  drought 

Europe  will  need  to  import  all  the  grain  it  can  possibly  finance. 
It  was  discovered  some  time  ago  that  the  Canadian  railways  and  ports 
were  getting  the  lion's  share  of  the  grain  movement  to  Europe  which 
at  first  took  the  all-water  route  from  lake  ports  via  the  St.  I>awrence 
River.  Quantities  of  American  wheat  were  also  sent  by  this  route 
The  Canadian  railways  naturally  wanted  their  share  of  the  movement 
and  the  Canadian  Railway  Commission  granted  them  authority  to 
meet  the  water  rates.  Under  this  arrangement  the  grain  moved  to 
Green  Bay  ports  by  water  and  thence  by  rail  to  Montreal. 

To  meet  this  condition  and  insure  that  the  American  producer 
would  not  only  get  his  full  share  of  the  sales  in  foreign  markets  but 
would  also  get  the  highest  possible  price,  a  movement  for  reducing 
export  rates  was  inaugurated  by  the  administration. 

The  new  rates  thus  far  authorized  apply  only  on  Chicago-New 
xork  business,  but  the  railroads  are  already  at  work  on  sweeping 
revisions  of  grain  rates  generally,  which  will  adjust  them  to  this  new- 
basic  charge,  so  that  the  entire  agricultural  interest  will  get  the  full 
share  of  benefits.  Reductions  from  Mississippi  River  points  are  under 
consideration  and  it  is  recognized  that  the  lines  to  the  gulf  will  of 
necessity  ask  readjustment  of  their  rates  also,  in  line  with  the  gen- 
eral downward  tendency. 


WESTERN  GRAIN  RATE  HEARING 

The    Traffic    World    Washington   Bureau 

In  the  presence  of  the  largest  audience  that  has  assembled 
on  any  rate  matter  since  the  beginning  of  Ex  Parte  No.  74,  Com- 
missioner Lewis  and  Attorney-Examiner  W.  A.  Disque,  Aug.  15, 
began  the  hearings  on  the  Commission-initiated  No.  12929,  "In- 
terstate Rates  on  Grain,  Grain  Products  and  Hay  in  Carloads, 
between  Points  in  the  Western  and  Mountain-Pacific  Groups," 
request  for  which  was  made  by  the  Kansas  commission  backed 
by  the  commissions  of  nineteen  other  states.  Chairman  Clark 
set  with  Commissioner  Lewis  from  the  start.  Before  the  hear- 
ing had  proceeded  far,  Commissioners  Potter,  Esch  and  Campbell 
joined  Lewis  and  Clark,  so  that,  in  effect,  the  hearing  proceeded 
before  the  whole  Commission. 

At  the  beginning,  the  hearing  room  looked  as  if  it  might 
have  been  set  aside  for  a  political  meeting  because  a  dozen  or 
so  members  of  the  House,  in  addition  to  the  members  of  the 
state  commissions  were  scattered  through  the  audience.  The  first 
two  witnesses,  representatives  of  the  federal  reserve  banks  at 
Kansas  City  and  Minneapolis,  gave  the  proceeding  the  flavor 
of  a  hearing  before  a  congressional  committee  instead  of  a  rate 
inquiry. 

Before  anything  was  done,  the  Illinois  commission  inter- 
posed an  inquiry  and  a  request.  It  inquired,  through  Chairman 
Smith,  a  former  member  of  Congress,  and  H.  M.  Slater,  its  rate 
expert,  whether  Illinois  was  embraced  within  the  scope  of  the 
inquiry,  and  if  not,  then  that  the  whole  state  be  embraced 
therein.  Slater  and  Chairman  Clark  got  into  an  argument  be- 
cause the  chairman  said  Slater  was  presenting  matters  and 
things  that  constituted  the  gist  of  the  issues  now  before  the 
Supreme  Court  of  the  United  States  and  on  which  the  chairman 
said  both  the  federal  and  state  bodies  were  hoping  the  court 
soon  would  tell  them  what  the  law  is. 

The  chairman  became,  seemingly,  a  bit  nettled  because 
Slater  twice  declared  the  Commission  had  said  it  had  jurisdic- 
tion over  Illinois  rates  and  that  it  had  not  such  jurisdiction. 

"Do  not  complicate  this  matter  and  make  action,  if  action 
seems  desirable,  impossible  by  injecting  things  which  you  know 
are  in  dispute  and  on  which  we  all  hope  the  Supreme  Court  of 
the  United  States  will  soon  declare  the  law,"  said  the  chairman. 
"You  know  this  Commission  has  not  claimed  to  have  jurisdic- 
tion over  the  reasonableness  of  rates  within  a  state  and  that  all 
it  has  asserted  is  a  jurisdiction  over  the  question  of  discrimi- 
nation against  interstate  commerce." 
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Slater  said  that  all  the  Illinois  commission  was  asking  was 
as  to  the  fact  whether  the  whole  or  only  a  part  of  Illinois  was 
included  within  the  scope  of  the  investigation  and  that  if  it  was 
not,  that  it  be  included.  When  he  had  simplified  what  he  had 
been  saying  it  came  down  to  a  request  that  all  interstate  rates 
on  grain  in  Illinois  be  considered  as  coming  within  the  scope  of 
the  inquiry  because,  as  Slater  pointed  out,  rates  from  the  west 
to  the  primary  markets  in  Illinois  were  included.  Another  point 
made  by  him  was  that  the  Illinois  grain  grower  and  dealer  was 
not  in  competition  with  the  grower  and  dealer  in  Indiana,  but 
with  the  growers  and  dealers  in  the  west,  because  the  flow  of 
grain  was  from  the  west  to  the  east. 

Commissioner  Lewis,  after  consultation  with  Chairman 
Clark,  announced  that  the  Illinois  representations  would  be 
taken  into  consideration. 

When  that  point  had  been  disposed  of,  for  the  time  being, 
at  least,  Chairman  Reed,  of  the  Kansas  commission,  made  a 
general  statement,  saying  the  only  purpose  was  to  tell  a  simple 
tale  of  the  distress  of  a  great  industry.  He  said  that  by  appro- 
priate testimony  the  complaining  states  would  show  the  condi- 
tion of  the  territory  involved,  which  he  said  produces  75  per 
cent  of  the  wheat,  53  per  cent  of  the  corn,  64.9  per  cent  of  the 
oats,  89.9  per  cent  of  the  barley,  65.4  per  cent  of  the  rye,  and  a 
large  part  of  the  hay  tonnage  of  the  United  States.  Grain,  he 
said,  was  being  produced  and  sold  at  a  loss  to  the  growers. 
If  conditions  were  not  changed  production  would  decline  until 
the  hunger  of  the  world  demanded  a  greater  production  at  prices 
that  would  return  to  the  grower  the  cost  and  a  profit. 

"We  will  show  that  transportation  charges  have  increased, 
from  60  to  140,  yes,  175  per  cent,  over  the  level  of  rates  in  1913 
and  that  the  earnings  by  the  carload  have  increased,  by  reason 
of  increased  loading,  to  230  per  cent  of  the  1913  earnings,"  said 
Mr.  Reed.  "We  will  show  that  this  industry  cannot  continue 
under  such  conditions. 

"We  do  not  claim  that  the  increase  in  rates  is  the  only 
cause  of  the  distress.  But  we  will  contend  that  it  is  the  chief 
cause.  Transportation  rates  are  wholly  out  of  proportion.  They 
are  beyond  what  the  traffic  will  bear." 

The  railroads  had  no  general  statement  to  make  after  Mr. 
Reed  had  closed.  J.  N.  Davis,  of  the  Chicago,  Milwaukee  &  St. 
Paul,  was  their  spokesman,  and  indulged  in  a  mild  cross-ex- 
amination of  A.  E.  Ramsey,  of  the  Kansas  City  federal  reserve 
bank,  the  first  witness  for  the  state  commissions. 

Mr.  Ramsey  said  the  agricultural  industries  were  in  a  de- 
plorable condition,  due  to  the  decline  in  prices  of  agricultural 
commodities.  He  said  the  cost  of  production  and  distribution 
was  too  high.  Comparing  the  first  six  months  of  1921  with  the 
first  six  months  of  1920,  he  said  there  had  been  an  increase  in 
commercial  failures  of  197  per  cent,  and  a  reduction  of  bank 
clearances  of  33.1  per  cent. 

Chairman  Clark  requested  him  to  extend  his  comparisons 
so  as  to  show  conditions  in  the  first  six  months  of  1913  and  1914 
and  the  witness  said  he  would  do  so. 

"Banking  assets  in  the  eight  states  embraced  within  the 
eight  states  constituting  the  Kansas  City  district  are  in  a  more 
frozen  condition  than  they  have  ever  been  in  my  thirty  years 
of  banking  experience,"  said  Mr.  Ramsey.  "We  have  required 
the  member  banks  to  increase  the  collateral  deposited  with  the 
federal  reserve  bank,  and,  in  some  instances,  have  required  them 
to  give  stockholders'  guaranty  as  additional  security  for  the 
loans." 

Answering  a  question  by  Chairman  Clark,  Mr.  Ramsey  said 
he  did  not  expect  much  improvement  of  prices  for  farm  com- 
modities unless  and  until  there  was  an  increase  in  the  demand 
for  export  purposes. 

Testimony  of  a  character  similar  to  that  given  by  Mr.  Ram- 
sey was  given  by  Curtis  L.  Mosier,  an  agent  for  the  federal  re- 
serve bank  at  Minneapolis,  in  the  district  of  which  the  northern 
part  of  the  great  grain-growing  section  of  the  United  States 
is  situated. 

J.  Dudley  Peck,  in  charge  of  instruction  in  farm  manage- 
ment at  the  University  of  Minnesota  and  engaged  in  the  same 
kind  of  work  for  the  federal  department  of  agriculture,  at  the 
afternoon  session  August  15  submitted  figures  which  he  claimed 
that  the  farmer  in  Minnesota,  at  the  prices  prevailing  in  1921, 
was  earning  at  the  rate  of  fifteen  cents  per  hour.  Out  of  that, 
the  witness  said,  the  farmer  must  pay  his  taxes  and  interest  on 
his  debts,  or  dividends  on  his  investment,  if  he  has  no  debts. 
That  earning,  the  -witness  said,  is  ten  cents  an  hour  less  than 
the  average  he  had  to  pay  for  the  farm  labor  he  had  to  employ 
in  harvesting  his  crops.  That  is  one  reason,  he  said,  why  corn 
has  been  burned  in  utility  plants  in  South  Dakota.  He  said  he 
had  a  letter  from  a  farmer  who  said  that  that  had  been  done 
and  that  the  BTU's  from  the  burning  corn  were  greater  in 
number  than  the  thermal  units  from  coal  of  the  same  cost. 
He  figured  two  tons  of  corn  to  be  equal  to  one  of  coal  in  thermal 
units  and  at  existing  prices,  corn  is  cheaper,  as  fuel,  than  coal. 
A  three  cent  per  bushel  reduction  in  the  freight  rates,  Peck 
estimated,  would  increase  the  return  to  the  farmer  22  per  cent; 
four  cents,  30  per  cent;  and  five  cents,  37  per  cent.  At  1921 
prices,  Peck  said,  the  farmer  loses  the  difference  between  what 


his  revenue  per  hour  has  been,  the  average  wages  per  hour  of 
farm  laborers  in  Minnesota,  plus  his  interest  and  taxes. 

"Why  don't  you  figure  his  loss  on  the  basis  of  the  average 
pay  of  railroad  labor?"  asked  Commissioner  Potter. 

"I  would  be  afraid  to  put  out  such  figures,"  said  Peck. 

"Don't  you  think  the  farmer  ought  to  get  as  much  as  the 
man  who  takes  his  products  to  market?"  asked  the  Commis- 
sioner, who  is  something  of  a  farmer  himself. 

"Yes,  I  do,  but  I  have  never  found  it  profitable  to  compare 
wages  or  return  of  different  trades  or  businesses.  There  is 
always  a  dispute  about  the  return  to  the  farmer.  Some  insist 
that  his  living  is  greater  in  value  than  we  allow,  although  we 
figure  what  he  uses  at  the  market  prices." 

Peck  said  he  could  figure  what  price  the  farmer  should  re- 
ceive for  his  wheat  if  he  received  for  his  work  what  the  average 
railroad  employee  receives  for  his,  and  Potter  asked  him  to  do 
that.  The  farmers  in  the  audience  appeared  greatly  pleased  at 
the  request  to  have  such  a  comparison  made. 

J.  R.  Howard,  president  of  the  American  Farm  Federation 
Bureau,  who  in  answer  to  questions  by  Clifford  Thorne,  admit- 
ted that  he  was  a  "dirt"  or  a  "grease"  farmer,  as  Howard  said 
they  were  coming  to  be  called,  said  it  was  hard  to  answer  ex- 
plicitly or  conclusively  whether  the  producer  bears  the  cost  of 
transportation.  He  said  the  producer  bears  the  cost  to  the  point 
where  the  processing  of  the  grain  is  begun.  From  that  point 
the  transportation  cost,  he  said,  is  passed  on  to  the  consumer. 

As  to  the  relative  importance  of  farming  and  transporta- 
tion he  said  the  problem  before  the  railroads  and  the  farmers 
now  is  a  joint  one,  although  he  said,  sometimes  in  the  heat  of 
debate  when  there  is  a  situation  such  as  at  present,  the  farmer 
may  seem  to  forget  that  that  is  the  fact. 

"I  make  that  acknowledgedment  here  and  now,"  said  How- 
ard, who  added  that  in  June  the  farmer  was  receiving  13  per 
cent  less  than  the  pre-war  prices  for  his  commodities  and  pay- 
ing for  commodities  that  must  be  used  in  producing  crops,  as 
much  as  230  per  cent  of  pre-war  prices.  To  show  that  the 
farmer  is  an  important  factor  in  the  equation  he  said  he  had 
made  figures,  some  time  ago,  showing  that  on  an  average  the 
farmer  uses  3,100  pounds  of  iron  and  steel  a  year.  That  figure 
was  found  after  deducting  1,000,000  from  the  total  number  of 
farmers,  to  represent  the  truck  and  small  farmers  who  do  not 
use  as  much  machinery  as  is  used  on  the  3,000  farms  covered 
by  the  survey  from  which  the  estimate  was  made.  He  said  the 
conclusion  of  those  who  made  the  survey  was  that  the  farmers 
use  three-sevenths  of  the  production  of  iron  and  steel,  although 
as  users  of  iron  and  steel  they  are  generally  not  counted. 

Coming  to  the  condition  of  the  farmers  now,  the  witness 
said  it  was  not  good.  The  average  farmer,  he  said,  was  in  debt 
to  his  local  bank,  unable,  in  the  last  two  years  to  keep  up  his 
buildings  or  make  any  improvements.  He  is  discouraged.  To 
show  that  he  is  discouraged,  Mr.  Howard  said,  figures  show  a 
large  increase  in  the  suicide  rate  among  farmers  in  Nebraska 
during  the  last  year  or  two.  In  Montana  ranches  have  been 
abandoned  and  one  farmer's  complaint  was  that  he  had  lost  a 
considerable  number  of  cattle  because  the  animals  get  into  the 
unoccupied  buildings,  the  doors  blow  shut  and  the  animals  die. 
In  Iowa,  Nebraska  and  the  Dakotas,  he  said,  corn  has  been 
burned  as  fuel  because,  at  prevailing  prices,  corn  is  cheaper 
than  coal. 

In  Illinois,  he  said,  if  the  banks  were  to  foreclose  now,  in- 
stead of  extending  the  notes  of  the  tenant  farmers,  half  the 
tenants  would  be  thrown  out.  Conditions  must  be  changed,  he 
said,  if  that  is  to  be  averted. 

Asked  as  to  whether  1921  was  better  than  1920,  Howard 
quoted  his  losses  on  corn  and  other  grain  grown  on  his  own  farm. 
He  said  he  sold  corn  that  cost  him  about  $1.85  for  about  forty- 
five  or  fifty  cents  per  bushel.  Costs  of  production,  he  said,  had 
not  gone  down  as  much  as  prices  have  declined. 

The  whole  of  Illinois  will  be  considered  by  the  Commission 
in  disposing  of  the  grain  inquiry.  Announcement  that  the  desire 
of  the  Illinois  commission  that  the  whole  of  that  state  be  in- 
cluded within  the  scope  of  the  inquiry  had  been  met,  was  made 
by  Commissioner  Lewis  at  the  beginning  of  the  session  Au- 
gust 16. 

Inclusion  of  Illinois  within  the  western  group  for  the  pur- 
poses of  this  hearing,  extends,  in  a  territorial  sense,  the  inquiry 
to  the  western  edge  of  the  eastern  district.  Illinois,  in  accord- 
ance with  the  practices  of  the  carriers,  recognized  and  made  obli- 
gatory by  orders  in  some  of  the  Commission's  cases,  is  divided 
by  a  line  roughly  drawn  from  Chicago  to  St.  Louis,  that  part  of 
the  state  north  and  west  of  the  line  being  in  the  western,  and 
that  south  and  east  thereof,  in  the  eastern  district. 

Farmers  and  economists  specializing  in  farm  management 
took  the  stand  August  16,  after  J.  R.  Howard  had  read  into  the 
record  the  petition  prepared  by  farm  organizations  and  pre- 
sented to  President  Harding,  senators,  representatives,  and  state 
commissions,  which,  Mr.  Howard  thought,  had  brought  about  the 
movement  that  caused  the  Commission  to  order  the  inquiry. 
The  hearing,  up  to  the  end  of  the  morning  session  of  August  16, 
bore  only  a  faint  resemblance  to  an  ordinary  rate  case.  It  was 
more  like  a  general  inquiry  initiated  on  the  application  of  car- 
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ricrs  when  itteir  condition  became  sueli  as  Ui  require  u  consid- 
eration of  the  economic  aspects  of  the  matter. 

.1.  \V.  Shorlhlll.  of  Omaha,  secretary  of  the  Farmers  National 
drain  Dealers  Association,  was  put  on  the  stand  by  Clifford 
Thome  to  make  comparisons  in  prices  for  corn  received  by  the 
liirmeis  in  I !U  1  .ml  I'.'lM  and  rales  paid  by  them  in  the  years 
mentioned.  In  l'.U4  he  said  it  took  118  bushels  of  corn  to  pay 
tin-  transportation  rate  from  Hamilton,  Neb.,  to  Omaha,  when 
the  average  loading  was  1666  bushels.  In  1921  the  cost,  in  terms 

nrn,  for  the  same  service  for  a  car  of  identical  weight,  was 
392  bushels.  In  1914  the  cost  of  production  was  55  cents  a 
bushel  and  the  farmer,  at  the  worst  part  of  the  year,  received 
46  cents.  In  1921  with  production  costs  and  freight  rates  much 
higher,  H;e  farmer  received  about  the  same  price  a  bushel.  He 

red  thai  after  deducting  the  freight  and  cost  of  handling, 
Including  inspection  and  elevation,  the  farmer  was  now  receiv- 

ilxnit  32  cents  a  bushel. 

Commissioner  Potter  asked  many  questions  about  prices  and 
what  the  effect  would  be,  were  the  production  of  corn  or  wheat 
in  this  country  to  be  reduced  in  ten  years  twenty-five  per  cent. 
Mr.  Shorthill  said  that  if  the  rest  of  the  world  did  not  increase 
its  production,  the  result  would  be  abnormal  prices  in  this  coun- 
try. The  American  farmer,  he  said,  probably  would  obtain  more 
for  his  seventy-five  per  cent  crop  than  for  the  crop  that  produces 
a  surplus  for  export. 

"But  if  there  were  an  exportable  surplus  in  other  parts  of 
the  world,  the  price  to  the  American  farmer  would  be  controlled 
by  that  surplus,  would  it  not?"  asked  Chairman  Clark.  The  wit- 
ness agreed  that  it  would. 

In  speaking  of  the  importance  to  the  farmer  of  the  freight 
rate,  Mr.  Shorthill  said  that  the  farmer  paid  it  whether  he 
shipped  or  did  not  ship  by  railroad,  if  he  sold  it,  even  to  the 
neighboring  stock  man,  because  the  price  was  always  the  price 
at  the  terminal  market,  minus  the  cost  of  getting  it  to  that  point. 
Sometimes  there  was  an  exception  to  that,  to  the  extent  of  a 
'•'•MI  a  bushel,  which  is  what  it  would  cost  the  farmer  to  scoop  it 
into  the  local  elevator. 

"That  only  means,"  said  Chairman  Clark,  "that  he  obtains 
from  the  stock  man  or  his  neighbor  what  he  could  obtain  else- 
where, doesn't  it?" 

The  witness  agreed  that  that  was  another  way  of  saying 
the  same  thing. 

"Does  the  railroad  get  it?"  asked  Mr.  Davis,  for  the  rail- 
roads. The  witness  admitted  that  the  railroad  did  not;  and  also 
that,  for  the  time  being,  at  least,  the  buyer  got  the  benefit  of  the 
reduction  caused  by  the  deduction  of  the  freight  rate  to  the  ter- 
minal market. 

E.  G.  Nourse,  connected  with  the  farm  management  part  of 
the  Iowa  agricultural  college  at  Ames,  put  into  the  record  a  mass 
of  figures  showing  the  cost  of  producing  corn  in  Marshall 
County  on  ten  farms.  He  made  up  the  book-keeping  forms  Wide 
variations  in  cost  were  shown  by  those  figures  but  the  general 
effect  was  to  show  what  no  one  had  denied — that  the  farmer,  at 
present  prices,  is  not  making  both  ends  meet. 

E.  H.  Cunningham,  a  farmer,  secretary  of  the  Farm  Federa- 
tion Bureau  in  Iowa,  took  up  selling  prices  to  analyze  them  to 
show  what  the  farmer  really  receives,  when  prices  in  terminal 
markets  are  what  they  have  been  lately. 

More  testimony  on  the  economic  phase  of  the  situation  of 
farmers  was  presented  at  the  afternoon  session,  August  16. 
State  Senator  Cashman,  of  Minnesota,  author  of  the  rate  and 
railroad  regulation  law  bearing  his  name,  Joseph  Mercer,  state 
live  stock  commissioner  of  Kansas,  and  Mr.  Cunningham,  on 
recall,  testified  as  to  the  plight  of  the  farmer. 

Mr.  Cunningham  said  that  half  the  farmers  in  Iowa,  of 
whom  he  said  there  were  196,000  on  the  average-sized  farm  of 
154  acres,  were  tenants  who  would  be  forced  into  bankruptcy 
and  out  of  business  if  the  banks  asked  them  to  liquidate  now. 
He  said  the  farmer  had  liquidated  to  the  extent  of  his  ability. 
He  had  not  given  up  his  horses  and  cows  to  the  last  head,  but 
many  of  the  farmers  had  disposed  of  their  breeding  herds  and 
few  of  them  were  feeding  any  cattle,  he  said. 

"Eggs  and  chickens  are  the  only  things  on  which  the  farmer 
is  breaking  even,"  said  Mr.  Mercer.  "I  hope  my  railroad  friends 
will  not  take  that  information  as  an  excuse  for  increasing  rates 
on  them.  A  year  ago  the  railroads  were  here  to  tell  the  Com- 
mission that  they  were  'busted.'  The  farmers  are  in  the  same 
condition  now.  I  got  a  letter  from  C.  W.  Lloyd,  of  Sedan,  Kan., 
a  short  time  ago  saying  that  when  he  thought  of  shipping  2,200 
bushels  of  oats  the  railroad  agent  demanded  prepayment  of  the 
freight,  afraid  that  the  oats  would  not  bring  the  freight  charges 
when  they  got  to  market.  Lloyd  sold  them  at  the  local  ele- 
vator for  ten  cents  a  bushel." 

Cumulative  testimony  to  show  that  the  farmer  is  in  a  bad 
way  was  added  to  the  already  voluminous  record  in  the  grain 
investigation,  by  the  witnesses  put  on  the  stand  at  the  morn- 
ing session,  August  17.  The  witnesses  were  Morris  Bien,  assist- 
ant director  of  the  United  States  Reclamation  Service,  Rex  E. 
\Villard,  connected  with  the  agricultural  college  of  North  Da- 
kota and  C.  B.  Bee,  the  rate  expert  of  the  Missouri  commission. 
Bee  tried  to  put  into  the  record  the  record  made  by  the  Missouri 
commission  at  a  hearing  on  August  5,  on  the  same  subject. 
Objection  was  made  by  the  attorneys  for  the  railroads  and  sus- 


tained by  Commissioner  Lewis,  who  Bald  that  Mr.  Bee  could 
testify  an  to  what  he  had  heard  at  that  investigation  but  that 
he  could  not  put  into  the  record  the  testimony  he  did  not  hear.  . 

Mr.  Bien  said  that  from  four  to  eight  per  cent  of  the  fanners 
who  had  bought  land  from  the  reclamation  service  were  delin- 
quent in  the  years  when  farm  prices  were  good,  but  that  this 
year  the  delinquents,  on  July  1,  were  42  per  cent.  He  said  the 
farmers  considered  the  freight  rate  an  important  factor  in  keep- 
ing down  the  prices,  or  of  putting  them  down  in  the  first  in- 
stance. 

According  to  Mr.  Willard,  1163  farmers  abandoned  their 
land  in  a  given  territory  in  North  Dakota  this  year.  They  aban- 
doned 166,000  acres.  He  estimated  that  577,000  fewer  acres  will 
be  under  cultivation  next  year  than  in  1920,  when  the  fall  in 
farm  prices  began.  He  also  considered  the  freight  rate  to  be 
an  important  factor. 

Repetition  of  the  same  facts  tended,  apparently,  to  decrease 
interest  in  the  subject.  It  was  revived  a  bit  by  the  circulation 
of  the  Information  that  Secretary  Wallace,  of  the  Department 
of  Agriculture,  would  go  upon  the  stand  at  3:30  p.  m.,  August 
18.  Those  who  managed  the  case  for  the  farmers  on  the  first 
day  of  the  hearing  told  the  Commission  that,  if  invited,  Sec- 
retary Wallace  would  appear.  The  invitation  therefore  was  ex- 
tended. Mr.  Wallace  was  expected  also  to  tell  of  the  distress 
that  is  said  to  be  general  among  the  farmers  of  the  great  grain 
growing  district.  No  one  had  suggested  that  he  would  be  able 
to  qualify  as  an  expert  on  the  rate  question  involved. 

Particular  attention  was  given,  at  the  afternoon  session, 
August  17,  to  the  condition  of  the  hay  farmers  in  Kansas  and 
Nebraska,  which  represenative  of  the  Omaha  Hay  Exchange  and 
the  Omaha  Hay  Dealers  Association  said  was  deplorable.  The 
witnesses  were  James  T.  Suttie,  Nels  Parsons  and  N.  C.  Camp- 
bell, all  officers  of  the  organizations  mentioned,  Mr.  Campbell 
being  president  of  the  association  of  dealers. 

John  E.  Benton,  representative  in  Washington  of  the  Na- . 
tional  Association  of  Railroad  and  Utility  Commissioners,  con- 
ducted the  examination  of  the  witnesses.  He  and  the  attorneys 
for  the  railroads  engaged  in  many  tilts  about  the  admissibility 
of  the  evidence,  the  witnesses  desiring  to  read  letters  received 
by  them  and  the  attorneys  for  the  railroads  insisting  that  the 
witnesses  should  confine  themselves  to  things  of  which  they  had 
personal  knowledge.  Mr.  Benton  usually  wound  up  a  conten- 
tion of  that  kind,  after  Commissioner  Lewis  had  ruled  out  the 
testimony,  by  asking  the  witness  to  state  what  he  knew,  re- 
gardless of  the  source  of  his  information. 

According  to  Mr.  Suttie  there  are  thousands  of  square  miles 
in  Nebraska,  especially  along  the  Chicago  &  North  Western, 
in  which  last  year's  stacks  of  hay  are  rotting  because  the  mar- 
ket for  hay  was  restricted  by  the  heavy  increase  in  long  haul 
rates.  This  year's  crop,  the  witness  said,  in  many  parts  of  the 
state,  was  not  cut  at  all  and  no  attempt  would  be  made  to  cut 
it.  He  was  not  allowed  to  tell  how  the  increase  in  rates  to  the 
east  had  restricted  the  market  of  the  Omaha  dealers. 

Mr.  Campbell  said  that  in.  the  first  six  months  of  this  year 
the  price  of  hay  in  comparison  with  the  same  six  months  of  last 
year  had  fallen  66  per  cent. 

Additional  economic  testimony,  as  to  the  condition  of  hay 
and  grain  farmers  in  the  western  group,  was  submitted  at  the 
morning  session  of  August  18  by  M.  R.  Benedict,  secretary  of 
the  South  Dakota  Farm  Bureau  Federation,  H.  D.  Lute,  secre- 
tary of  the  Nebraska  Farm  Bureau  Federation,  and  Leonard 
Way,  rate  man  for  the  Idaho  commission. 

Testimony  of  a  slightly  different  character  was  given  by 
W.  D.  Drummond,  of  the  Cincinnati  Grain  Exchange.  Mr.  Drum- 
mond  was  not  on  the  list  of  witnesses  to  be  submitted  by  the 
representatives  of  the  state  commissions  and  the  organizations 
of  farmers.  He  was  called  to  the  stand  at  the  suggestion  of  At- 
torney-Examiner Disque,  sitting  with  Commissioner  Lewis,  when 
one  of  the  witnesses,  whose  name  was  on  the  list,  was  not  pre- 
pared to  go  ahead. 

Mr.  Drummond  suggested  that  relief  might  be  afforded  to 
both  carriers  and  farmers  if  the  railroads  would  provide  two 
sets  of  rates  for  standardized  bales  of  hay.  He  suggested  a 
scale  of  low  rates  on  high  minima  and  high  rates  on  low  minima. 
His  suggestion  caused  him  to  be  subjected  to  some  pointed  cross 
examination  by  Clyde  Reed  of  the  Kansas  commission  and  John 
E.  Benton,  representing  the  national  association  of  state  com- 
missioners. They  tried  to  have  Mr.  Drummond  admit  that  alfalfa 
hay  could  not  be  baled  to  the  high  density  suggested  by  him,  but 
he  said  he  was  a  seller  and  not  a  grower  of  hay.  He  suggested, 
however,  that  alfalfa  hay,  as  a  rule,  is  shipped  to  mixed  feed 
manufacturers  and  not  in  the  same  way  as  other  kinds  of  hay. 
Therefore,  he  said,  some  other  provision  might  have  to  be  made 
for  it. 

The  other  witnesses  put  in  cumulative  testimony  tending  to 
show,  as  they  contended,  that  the  farmers  cannot  ship  at  pres- 
ent prices  and  present  freight  rates. 


VALUATION  OF     M.  &  R.  V.  RAILWAY 
The  Commission  has  tentatively  fixed  the  final  value  of  the 
property  of  the  Marion  &  Rye  Valley  Railway  Company,  as  of 
June  30,  1916,  at  1317,177. 
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WESTBOUND  EXPORT  RATES  REDUCED 

The  first  fruits  resulting  from  the  concurrence  of  eastern 
and  western  transcontinental  carriers,  arrived  at  in  the  con- 
feence  held  in  Chicago  late  in  June,  are  carried  in  westbound 
export  tariff  No.  29-1,  issued  by  the  Transcontinental  Freight 
Bureau,  August  13,  to  become  effective  September  1.  This  tariff, 
which  cancels  No.  29-H,  names  proportional  rates  on  practically 
all  commodities  for  which  there  is  a  demand  in  the  Orient,  from 
eastern  territory  defined  as  group  A  to  Pacific  coast  ports,  which 
are  in  practically  all  instances  on  a  parity  with  the  rate  on  the 
same  commodities  at  present  in  effect  from  groups  D  to  J  and 
from  New  York  to  the  Pacific  coast  via  southwestern  rail-and- 
water  routes.  There  has  been  no  concurrence,  however,  on  the 
part  of  the  southeastern  carriers,  and  there  is,  therefore,  no 
change  in  the  westbound  export  rates  from  the  territory  south 
of  the  Ohio  and  east  of  the  Mississippi. 

Some  of  the  typical  reductions  are:  Agricultural  imple- 
ments, from  $1.33%  to  $1.15;  canned  goods,  from  $1.33%  to 
$1.20;  dry  goods,  from  $1.60  to  $1.45;  passenger  automobiles, 
from  $4.33%  to  $3.65;  automobile  trucks,  from  $3.66%  to  $3.15; 
and  machinery  and  electrical  appliances,  from  $1.33%  to  $1.15. 

RATES  ON  FLORIDA  VEGETABLES 

In  The  Traffic  World  of  August  6  was  published  a  letter 
from  I.  T.  Williams,  general  manager  of  the  Manatee  County 
Growers'  Association,  Bradentown,  Florida,  to  Senator  Fletcher, 
protesting  against  the  freight  rates  on  vegetables  from  that 
state.  Senator  Fletcher  has  replied  as  follows: 

The  data  which  you  furnished  for  the  Interstate  Commerce  Com- 
mission is  the  most  complete,  instructive  and  valuable  they  have  had 
laid  before  them. 

I  wish  we  could  have  had  this  data  before  June  20th.  I  am  quite 
sure  we  could  have  accomplished  most  important  results.  Even  now, 
there  is  a  chance  of  getting;  some  real  benefits,  as  you  will  see  by  the 
letter  from  Mr.  W.  V.  Hardie,  director,  Bureau  of  Traffic,  Interstate 
Commerce  Commission,  herewith  enclosed.  You  will,  of  course,  fol- 
low this  matter  up. 

The  letter  from  Mr.  Hardie  to  Senator  Fletcher,  referred  to 
by  the  latter,  is  as  follows: 

Permit  me  to  acknowledge  on  behalf  of  the  Commission  your  let- 
ter of  July  30  enclosing  a  letter  dated  July  27  addressed  to  you  by  the 
Manatee  County  Growers'  Association,  Mr.  I.  T.  Williams,  general 
manager. 

I  beg  to  say  that  there  is  a  great  deal  of  valuable  information  in 
Mr.  Williams'  letter,  which  is  quite  specific  in  charcater  and  bears 
directly  upon  the  question  of  whether  or  not  freight  rates  are  ma- 
terially injuring  the  growers.  As  you  probably  know,  most  of  the 
complaints  which  the  Commission  has  heretofore  received  from  ship- 
pers have  been  rather  general  in  character  and  have  contained  very 
little  specific  information  upon  which  to  base  a  conclusion  as  to 
whether  or  not  the  difficulties  being  experienced  are  really  the  result 
of  freight  rates  or  of  other  causes. 

All  the  data  that  had  been  gathered  up  to  June  20  was  presented 
to  a  meeting  of  carriers  and  at  that  time  they  issued  a  statement  to 
the  public  and  to  the  Commission  to  the  effect  that  they  were  not 
convinced  that  reductions  were  necessary  or  would  accrue  to  the  bene- 
fit of  the  growers  and  gave  a  number  of  other  reasons  why  they 
would  not  at  that  time  voluntarily  make  any  reductions  in  rates.  As 
you  know,  the  Commission  cannot  order  reductions  except  in  a  formal 
proceeding  after  full  hearing. 

I  think,  however,  that  neither  the  carriers  nor  the  Commission 
were  at  that  time  in  possession  of  quite  as  specific  information  as  is 
given  in  Mr.  Williams'  letter,  and  I  am  haying  copies  of  the  letter  in 
question  made  and  transmitted  to  the  carriers  with  the  request  that 
they  go  into  the  matter  further  and  furnish  the  Commission  with  any 
information  which  they  may  have  or  can  get  bearing  upon  the  mat- 
ters brought  up  by  Mr.  Williams. 

It  is  also  likely  that  this  general  subject  of  rates  on  fruits  and 
vegetables  will  be  discussed  by  representatives  of  the  Commission 
with  the  carriers  again  in  a  week  or  so,  and  the  data  presented  in 
Mr.  Williams'  letter  will  be  used  at  that  time. 

Further  advice  will  be  given  you  in  the  premises  as  soon  as 
possible. 


GRAIN,  SAND,  GRAVEL,  STONE  TRAFFIC 

Railroad  traffic  executives,  representing  all  parts  of  the 
United  States,  have  finished  a  canvass  of  the  situation  regarding 
rates  on  grain  and  grain  products  and  on  sand,  gravel  and  other 
road-building  materials.  They  report  that,  while,  for  the  seven 
weeks  ending  July  16,  the  total  car  loadings  were  976,720  less 
than  for  the  same  period  of  1920,  the  loading  of  grain  and  grain 
products  increased  67,663  cars,  or  nearly  30  per  cent,  and  the 
loading  of  sand,  gravel  and  stone  increased  50,280  cars,  or  more 
than  33%  per  cent. 

Car  loading  reports  for  the  week  ending  July  23  show  grain 
and  grain  commodities  reached  that  week  the  unprecedented 
figure  of  64,919  cars,  an  increase  of  29,442  cars  over  the  same 
week  of  1920,  or  nearly  100  per  cent. 

For  the  eight  weeks  ending  July  23,  the  loading  of  grain  and 
grain  products  was  97,105  cars  heavier  than  for  the  same  period 
of  1920. 

The  traffic  executives  feel  that  these  figures  indicate  that 
the  movement  of  these  two  classes  of  commodities  has  not  been 
retarded  and  does  not  require  stimulation. 

With  regard  to  road-building  materials,  they  say  this  is 
characteristically  a  local  or  short-haul  business  and  that  the 
character  of  the  traffic  practically  precludes  its  consideration 
from  a  national  noint  of  view. 


RAILROAD  FUNDING  BILL 

The    Traffic    World    Washington   Bureau 

Hearings  were  continued  August  12  by  the  House  and  Senate 
committee  on  interstate  commerce  on  the  funding  bill.  Inter- 
est, however,  was  not  so  much  in  what  Director-General  Davis 
told  the  Senate  committee  and  the  views  expressed  by  Eugene 
Myer  to  the  House  committee,  as  in  the  question  whether  the  bill 
could  be  passed. 

The  interest  centered  around  the  possibility,  if  not  prob- 
ability, either  that  Congress  would  have  to  give  up  its  plan  for 
taking  a  recess  for  a  month  or  permit  the  funding  bill  to  be  left 
on  the  calendar  until  after  the  recess. 

After  the  director-general  had  answered  questions  about  the 
condition  of  the  railroads  and  made  it  clear  that  the  railroads 
were  in  a  serious  situation,  in  a  financial  sense,  especially,  and 
needed  help  speedily,  and  that  the  help  it  is  proposed  to  give 
was  evidently  contemplated  when  the  federal  control  legislation 
was  passed,  the  committee  went  into  executive  session  to  dis- 
cuss Senator  LaFollette's  request  to  have  called  to  the  witness 
stand  W.  G.  McAdoo  and  W.  D.  Hines,  the  two  former  directors- 
general.  The  committee  spent  more  than  an  hour  in  trying  to 
reach  a  conclusion.  It  had  to  adjourn  until  Tuesday,  August  16, 
because  a  quorum  was  not  present  when  it  was  time  to  vote  on 
LaFollette's  formal  motion  that  they  be  summoned.  Senator 
Smith,  of  South  Carolina,  former  chairman,  broke  the  quorum 
by  leaving  the  committee  meeting  to  attend  to  other  business 
before  the  vote  could  be  taken.  Efforts  to  find  him  and  have 
him  return  were  unsuccessful. 

The  fact  that  Senator  LaFollette  made  a  formal  motion  to 
have  Hines  and  McAdoo  called  as  witnesses  was  taken  as  indi- 
cating that  the  postponement  of  the  bill  would  not  cause  him 
any  pain.  In  fact,  it  was  believed  that  his  attitude  indicated 
a  willingness  to  have  the  bill  defeated. 

President  Harding  took  cognizance  of  the  situation  August 
11  and  called  into  conference  Senators  Watson  and  Kellogg,  mem- 
bers of  the  interstate  commerce  committee,  for  the  purpose  of 
doing  what  might  be  done  to  assure  passage  of  the  measure.  To 
the  President  it  was  not  a  question  of  the  welfare  of  the  rail- 
roads, but  a  question  of  the  welfare  of  the  country,  for  the  rail- 
road executives  and  the  Director-General  were  in  agreement  on 
the  two  fundamental  propositions  that  it  was  the  intention  of 
Congress  when  it  passed  the  federal  control  bill  that  expendi- 
tures for  extensions  and  improvements,  properly  chargeable  to 
capital  account,  made  during  government  possession  of  the 
railroads,  should  be  funded,  and  that  the  railroads  could  not 
return  to  the  government  the  money  it  spent  in  making  the  ex- 
tensions and  improvements  by  taking  it  out  of  what  the  gov- 
ernment owed  them,  as  compensation  and  for  under-maintenance, 
without  danger  to  many  of  the  companies  of  bankruptcy. 

The  situation,  as  pointed  out  by  Eugene  Meyer,  is  that  the 
railroads  have  on  hand  audited  bills  totalling  about  $300,000,000, 
which  they  cannot  pay  if  the  government  insists  on  taking  out 
of  what  it  owes  them  money  enough  to  cover  what  the  govern- 
ment spent  for  extensions  and  improvements.  The  railroads 
cannot  go  into  the  market  and  borrow  money  to  pay  those  bills 
except  at  rates  of  interest  generally  in  excess  of  7  per  cent.  Even 
if  the  Commission  were  willing  to  allow  them  to  pay  7  per  cent 
and  more,  which  it  is  not,  they  could  not  make  the  arrange- 
ments in  time  to  prevent  an  already  bad  situation  from  becom- 
ing acute.  Supply  houses  to  which  the  railroads  owe  the  money 
need  what  is  due  them.  The  one  obstacle  in  the  way  is  the 
failure  or  refusal  of  the  government,  thus  far,  to  fund  the 
capital  expenditures  it  made  under  federal  control,  and  the  in- 
sistence of  the  Director-General,  which  he  believes  to  be  in  con- 
sonance with  the  law  as  it  stands,  that,  in  making  settlements, 
the  government  shall  take  the  amounts  owed  on  account  of  ex- 
penditures for  improvements  and  betterments  as  an  offset  to 
what  the  government  owes  on  account  of  compensation  and 
under-maintenance. 

Mr.  Meyer,  at  the  hearing  August  12,  under  cross  examina- 
tion, reiterated  his  prediction  that  the  bond  and  investment 
market  would  absorb  the  securities  which  the  railroads  would 
deposit  with  the  War  Finance  Corporation  under  the  terms  of 
the  pending  funding  bill.  He  said  the  whole  business  could  be 
settled  not  later  than  July  1,  1922.  If  arrangements  for  perma- 
nent financing  were  needed  after  that  date,  he  said,  the  work 
should  be  done  by  other  agencies  of  the  government.  His 
opinion  was  that  the  War  Finance  Corporation  would  have  little 
financing  to  do  in  handling  the  securities.  His  idea  was  that 
most  of  the  work  of  the  Corporation  would  be  to  act  as  agent 
for  the  Director-General  in  disposing  of  the  securities  in  the 
bond  and  investment  market.  As  to  some  of  the  equipment 
notes,  he  said,  the  Corporation  might  have  to  advance  money, 
but  when  that  was  done  there  would  be  such  an  improvement 
in  conditions  that  the  investment  market  would  soon  find  a 
place  for  the  notes  for  which  the  Corporation  might  have  had 
to  give  the  Director-General  the  cash. 

Conditions  in  the  House  of  Representatives,  at  the  time  Mr. 
Meyer  was  finishing  his  cross  examination,  were  almost  as  un- 
satisfactory as  in  the  Senate.  The  conflict  of  interests  threatened 
to  put  the  funding  bill  and  its  companion  piece  of  legislation, 
the  bill  before  the  banking  and  currency  committee  making 
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jf.oii, mm, ooo  a\ailablr  lor  the  treasury  to  use  In  connection  with 
the  operation  of  the  War  Finance  Corporation,  into  a  pocket 
on  account  of  the  belief  of  the  agricultural  interests  that  they 
were  l»'ing  set  aside  so  that  relief,  which  should  be  given  to  them, 
iniKlH  be  extended  to  the  railroads.  They  did  not  assent  to  the 
argument,  that  If  the  railroads  were  in  position  to  pay  their 
undisputed  bills,  which  they  would  be  if  the  capital  expenditures 
Hindi-  by  .Mr Ail. MI  and  Hines  were  funded,  the  railroads  could 
icsumc  their  buying  and  thereby  produce  an  immediate  improve- 
ment iii  the  condition,  not  only  of  the  railroads  but  every  other 
I iiK'  of  business. 

Unless  Congress  passes  the  railroad  refunding  bill,  Eugene 
Meyer  told  the  House  committee  on  interstate  and  foreign  com- 
merce August  13,  it  will  have  to  make  a  direct  appropriation  to 
enable  the  Hailroad  Administration  to  pay  what  it  owes  the  rail- 
roads. If  it  passes  that  bill  the  Railroad  Administration  will  be 
able  to  turn  over  to  the  War  Finance  Corporation  obligations  of 
tin-  railroads  the  government  is  now  holding  and  have  them 
d  in  the  investment  market,  if  and  when  conditions  are  pro- 
pitious. In  that  way  the  Railroad  Administration  would  obtain 

rash  it  will  need  to  make  the  settlements  that  may  be  agreed 
on  between  it  and  the  different  railroad  corporations. 

Money  will  be  needed  for  the  settlements  regardless  of  what 
is  done  about  requiring  the  railroads  to  pay  for  the  extensions 
and  improvements  made  to  their  property  during  federal  con- 
trol, Meyer  said.  In  the  event  the  capital  expenditures  are  used 
as  offsets  against  the  claims  for  compensation  and  under-main- 
tenance,  there  will  be  a  balance  due  the  railroads  greater  than 
the  cash  now  available  to  the  Railroad  Administration.  How 
much  of  a  balance  there  would  be  has  not  been  figured  out  but 
it  would  probably  run  to  something  more  than  1300,000,000.  It 
might  be  less,  but  whatever  it  would  be,  it  would  be  larger  than 
l lie  cash  resources  of  the  Railroad  Administration.  Turning  the 
securities  it  holds  into  cash,  by  having  the  War  Finance  Cor- 
poration dispose  of  them,  would  be  the  easiest  and  most  natural 
way  to  finance  the  operation. 

Mr.  Meyer  was  led  into  a  discussion  of  the  operations  of  the 
Corporation  during  the  war  and  he  made  it  appear  that,  con- 
trary to  popular  impression,  it  made  considerable  amounts  of 
money  in  acting  as  broker  and  underwriter.  In  one  Bethlehem 
Steel  transaction  the  Corporation  as  an  underwriter  made  about 
$3."iO,000.  It  had  to  take  the  fees  on  that  because  that  was  the 
custom  of  the  market  and  other  underwriters  who  participated 
in  the  transaction  could  not  afford  to  do  the  work  without  pay. 
He  said  the  corporation  would  expect  to  charge  the  railroads 
fees  for  its  operations  when  they  were  for  their  benefit.  It 
would  have  to  do  its  work  for  the  government  without  fees  be- 
cause all  the  capital  it  would  use  would  be  the  credits  given  it 
by  the  treasury,  the  owner  of  the  stock  of  the  corporation. 

Members  of  the  committee  asked  so  many  questions  on  every 
phase  of  the  subject  that  the  impression  they  created  was  that 
they  were  either  amazingly  uninformed  about  ordinary  business 
transactions,  or  that  they  wanted  to  make  the  most  complete 
record  possible,  for  use  in  the  event  of  criticism  should  the  bill 
be  passed. 

Although  he  had  said,  time  and  again,  that  the  revival  of 
the  corporation  for  the  purpose  of  handling  farm  and  railroad 
credits  would  help  ihe  business  of  the  country  generally,  he 
was  constrained  to  reiterate  that,  in  his  estimation,  at  least 
1,000,000  men  would  be  provided  with  work  by  reason  of  the 
money  that  would  be  put  into  circulation  by  the  "unfreezing" 
of  the  frozen  loans,  direct  and  indirect,  some  in  the  form  of 
unpaid  bills  owing  by  the  railroads  for  materials  and  supplies, 
and  some  in  the  form  of  equipment  trust  certificates  that  have 
not  been  sold  to  investigators.  The  benefit  of  the  restoration  of 
the  buying  power  of  the  railroads,  he  said,  would  extend  to  every 
line  of  industry  because  the  railroads  are  buyers  from  all  indus- 
tries. There  could  be  no  exact  limit  set  on  the  benefit  because 
the  mere  payment  of  the  bills  owed  by  the  railroads  might  set 
so  many  factories  going  again  that  the  reemployment  might  be 
even  greater  than  estimated.  But  unless  the  capital  tied  up  in 
the  long-term  notes  and  in  unpaid  bills  for  materials  and  sup- 
plies is  released  there  can  be  little  or  no  improvement  except 
as  the  railroads  are  able  to  reduce  expenses  by  cutting  down 
their  maintenance  work. 

By  a  vote  of  6  to  4  the  Senate  interstate  commerce  commit- 
tee, August  16,  adopted  a  motion  by  Senator  Watson,  of  Indiana, 
to  close  the  hearings  on  the  bill. 

Senator  Watson  put  the  motion  after  the  committee,  by  a 
vote  of  1  to  3,  had  decided  not  to  call  former  Director  General 
McAdoo  as  a  witness,  as  urged  by  Senator  LaFollette.  After  the 
motion  to  call  McAdoo  had  been  defeated.  Senator  LaFollette 
asked  that  W.  H.  Johnston,  president  of  the  international  ma- 
chinists' union,  and  others  be  called  as  witnesses.  Johnston  had 
a  prepared  statement  ready  to  read  to  the  committee.  It  was 
then  that  Senator  Watson  offered  the  motion  to  close  the 
hearings. 

Following  that  action,  the  committee  took  up  discussion  of 
the  bill  and  agreed  to  several  changes.  Senator  Pomerene  was 
successful  in  getting  the  committee  to  agree  to  an  amendment, 
the  effect  of  which  will  be  to  direct  the  War  Finance  Corpora- 
tion not  to  permit  the  financing  of  the  Railroad  Administration 
to  interfere  with  the  financing  of  the  exportation  of  agricultural 


products,  as  may  be  provided  by  act  of  CongresM.  Another 
change  was  the  elimination  of  a  provision  of  the  bill  which 
would  have  enabled  the  Railroad  Administration  to  fund 
amounts  for  additions  and  betterments  which  were  deducted 
from  what  the  government  owed  the  railroads  in  final  settle- 
ments already  made. 

The  committee  was  about  to  adopt  a  favorable  report  on  the 
bill  when  Senator  Stanley,  of  Kentucky,  said  he  wished  to  pre- 
pare several  additional  amendments  and  it  was  decided  to  bold 
a  meeting  the  following  day. 

Director-General  Davis  continued  his  statement  before  the 
House  committee,  August  16.  In  the  course  of  the  hearing  Chair- 
man Winslow  made  the  statement  that  jt  was  the  purpose  of  the 
House  leaders  to  get  the  bill  through  the  House  before  the  pro- 
posed recess  by  Congress.  Some  members  of  the  committee  had 
Indicated  that  they  did  not  believe  the  measure  would  be  con- 
sidered before  the  recess  and  Mr.  Winslow  said,  to  be  frank  about 
the  matter,  it  was  the  plan  to  have  the  bill  considered  on  the 
floor  of  the  House  before  "anyone  gets  a  vacation."  The  bill 
probably  will  be  taken  up  early  next  week  in  the  House.  The 
prospect  for  early  action  in  the  Senate  was  not  so  bright,  as 
long-drawn  out  opposition  by  Senator  LaFollette  was  anticipated. 

Explaining  his  statement  of  the  previous  day  that  he  be- 
lieved the  Railroad  Administration  could  make  final  settlements 
with  all  the  railroads  if  it  had  $200,000,000  additional,  Mr.  Davis 
said  that,  as  of  July  1,  1921,  the  Railroad  Administration  had 
$149,000,000  available  for  settlements.  His  estimate,  therefore, 
he  said,  meant  that  it  would  take  about  $349,000,000  to  make 
the  settlements. 

As  of  July  31,  he  said,  railroads  having  a  mileage  of  about 
70  per  cent  of  the  total  mileage  of  the  country  had  filed  claims 
aggregating  $785,966,673.  On  the  basis  of  those  claims,  he  said, 
it  had  been  estimated  that  the  total  amount  of  the  claims  would 
be  $1,108,306,550.  Of  that  total,  $237,922,608  of  claims  have  been 
settled  for  $74,233,334,  Mr.  Davis  said,  leaving  about  $870,000,000 
of  face  amount  of  claims.  These  claims,  he  said,  he  hoped  to 
settle  for  approximately  $350,000,000. 

Representative  Johnson  of  Mississippi  inquired  whether  Mr. 
Davis  believed  that  tonnage  would  increase  if  rates  were  re- 
duced. Mr.  Davis  said  he  did  not  think  that  rates  as  a  whole 
were  too  high,  but  that  no  doubt  there  were  some  rates  that 
should  be  readjusted.  Mr.  Johnson  pressed  Mr.  Davis  as  to 
whether  he  believed  the  present  rates  generally  were  reason- 
able, but  the  Director-General  explained  that  he  was  not  qualified 
to  pass  on  that  question.  He  did  say  that  the  Railroad  Admin- 
istration, when  operating  the  roads,  had  kept  rates  lower  than 
they  should  have  been  to  meet  expenses  and  met  the  deficit  out 
of  the  public  treasury.  Had  the  Railroad  Administration  in- 
creased rates,  he  said,  there  would  not  have  been  such  an 
abrupt  change  as  was  made  in  August,  1920. 

Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  concluding  his  statement  before  the  House  com- 
mittee, August  15,  said  he  believed  railroad  rates  were  too  high 
and  that  the  passage  of  the  bill  under  consideration  would  help 
to  bring  them  down. 

In  response  to  questions  by  Representative  Rayburn,  Mr. 
Meyer  said  radical  changes  in  railroad  rates,  up  or  down,  af- 
fected business.  He  expressed  the  opinion  that  the  last  general 
increase  in  rates  was  "too  late  and  too  high."  Reductions  in 
rates  would  help  some  lines  of  business,  he  said,  and  others  not. 

"I  can  conceive  of  a  reduction  that  would  cause  the  roads 
to  cease  running,"  said  he. 

Mr.  Meyer  was  questioned  at  length  by  Representative  Hud- 
dleston  relative  to  the  use  of  the  War  Finance  Corporation  as 
an  agency  for  advancing  funds  to  the  Railroad  Administration. 
The  witness  explained  that  the  theory  underlying  the  plan  was 
to  have  the  bonds  of  the  corporation  or  the  rail  securities  sold 
and  that,  pending  such  sales,  the  corporation  would  advance 
money  on  the  railroad  securities  held  by  the  Railroad  Adminis- 
tration. Mr.  Huddleston  believed  that  there  was  a  chance  that 
the  securities  could  not  be  sold  on  the  market  but  Mr.  Meyer 
said  the  investment  market  was  improving. 

Enactment  of  the  bill,  Mr.  Meyer  said,  would  be  an  im- 
portant factor  in  bringing  about  a  revival  of  business.  He  de- 
clared the  legislation  was  essentially  in  the  interest  of  reducing 
unemployment  in  the  country. 

Director  General  Davis  told  the  committee  that  he  esti- 
mated that,  with  $200,000,000  additional,  the  Railroad  Admin- 
istration could  effect  final  settlements  with  the  railroads  by  De- 
cember 31,  1922.  He  said  that  amount  would  cover  all  items 
to  be  settled.  That  estimate,  he  explained,  was  based  on  the 
theory  of  settlement  contended  for  by  the  government.  He  esti- 
mated that  the  funding  of  railroad  indebtedness  to  the  govern- 
ment would  not  exceed  $500,000,000. 

It  was  the  intention  of  House  and  Senate  leaders,  the  last 
of  this  week,  to  exert  every  effort  to  get  the  legislation  enabling 
the  War  Finance  Corporation  to  buy  railroad  securities  from 
the  Railroad  Administration  through  Congress  before  the  pro- 
posed recess  next  week.  It  was  regarded  as  reasonably  certain 
that  the  measure  would  go  through  the  House. 

As  heretofore  pointed  out,  the  bitch  in  the  Senate,  if  there 
is  a  hitch,  will  result  from  opposition  of  Senator  LaFollette. 
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It  was  regarded  as  doubtful,  however,  that  the  Wisconsin  sen- 
ator would  go  so  far  as  to  conduct  an  outright  filibuster  against 
the  legislation,  although  he  was  expected  to  speak  at  length 
against  the  measure.  It  was  recalled  that  when  the  Winslow 
partial  payment  bill  was  up  it  had  been  rumored  that  the  sena- 
tor would  hold  up  that  measure.  He  spoke  several  days  and 
then  the  bill  was  passed. 

The  Senate  committee,  by  a  vote  of  7  to  2,  Senators  La- 
Follette  and  Stanley  voting  against  the  bill,  adopted  a  favorable 
report  on  the  Townsend  bill  after  agreeing  to  several  changes. 
As  reported,  the  bill  does  not  provide  for  funding  of  carriers' 
indebtedness  to  the  United  States  which  has  already  been  dis- 
posed of  in  final  settlement  with  the  Railroad  Administration. 
The  bill  was  also  changed  to  provide  that  the  aggregate  pur- 
chases, by  the  War  Finance  Corporation,  of  railroad  securities 
from  the  Railroad  Administration  shall  not  exceed  $500,000,000. 
A  provision  was  added  authorizing  the  corporation  to  exercise 
the  powers  conferred  by  the  bill  until  July  1,  1922.  Another 
provision  was  added  stipulating  in  effect  that  the  operation  of 
the  act  should  not  interfere  with  financing  of  agricultural  ex- 
ports by  the  corporation,  as  may  be  provided  by  law. 

The  hearing  before  the  House  committee  on  the  Winslow 
bill,  which  is  identical  with  the  Townsend  bill,  was  resumed 
August  17  with  Director  General  Davis  as  a  witness.  At  the 
conclusion  of  the  morning  session  it  was  decided  to  hold  a  night 
session  at  8  p.  m.  and  then  close  the  hearing.  A  request  by 
Representative  Johnson,  of  Mississippi,  that  a  representative  of 
the  Interstate  Commerce  Commission  be  called  to  give  testimony 
relative  to  expenditures  to  the  railroads  for  the  guaranty  after 
federal  control  and  related  matters  was  opposed  by  Chairman 
Winslow  on  the  ground  that  he  did  not  believe  the  committee 
should  call  witnesses  to  testify  regarding  matters  not  pertinent 
to  the  legislation  before  the  committee.  Mr.  Johnson  did  not 
press  his  request,  although  Chairman  Winslow  said  if  he  desired 
the  request  would  be  submitted  to  the  committee  for  a  vote. 
Mr.  Johnson  said  he  assumed  the  majority  of  the  committee 
would  follow  the  views  of  the  chairman. 

Chairman  Winslow,  in  ruling  in  effect  against  the  calling 
of  witnesses  to  testify  on  subjects  not  directly  related  to  the 
pending  bill,  took  similar  action  as  that  taken  by  the  Senate 
committee  on  the  previous  day  in  closing  the  hearing  on  the 
Townsend  bill  without  permitting  Mr.  Johnston,  of  the  Inter- 
national Association  of  Machinists,  or  L.  E.  Sheppard,  president 
of  the  Order  of  Railway  Conductors,  to  testify.  Both  committee 
heads  were  following  a  program  agreed  on  at  a  conference  at 
the  White  House,  August  12,  when  it  was  decided  to  push  the 
proposed  legislation  through,  if  possible,  before  the  recess. 

In  a  statement  after  the  Senate  committee  had  closed  the 
hearing,  Messrs.  Sheppard  and  Johnston  said: 

The  action  today  of  the  majority  of  the  Senate  committee  on 
interstate  commerce  in  denial  of  the  right  of  hearing  on  the  Town- 
send  bill.  (S.  2337)  to  the  representatives  of  railway  labor,  Mr.  Wil- 
Jiam  H.  Johnston,  president  of  the  International  Association  of 
Machinists,  speaking  for  the  railway  employes'  department  of  the 
American  Federation  of  Labor,  and  Mr.  L.  E.  Sheppard,  president  of 
the  Order  of  Railway  Conductors,  authorized  representative  of  the 
four  railway  brotherhoods,  is  a  procedure  of  the  most  un-American, 
tyrannical  and  autocratic  nature  it  has  ever  been  our  experience  to 
meet  with  in  appearing  before  Congressional  committees. 

We  wish  to  protest  to  the  American  people  against  this  action  of 
these  senators.  This  is  only  one  more  evidence  of  "railroad  owner- 
ship of  the  government"  as  contrasted  with  our  demand  for  public 
ownership  of  railroads. 

The  provision  in  the  bill  authorizing  the  Director  General 
to  fund  offsets  made  in  final  settlements  was  discussed  before 
the  House  committee  by  Mr.  Davis.  In  reply  to  Representative 
Graham,  he  said  the  Railroad  Administration  could  get  along 
without  the  provision,  but  that  he  believed  it  should  be  retained 
in  fairness  to  railroads  which  had  settled.  He  estimated  that 
probably  from  $50,000,000  to  $75,000,000  would  be  funded  by  the 
Railroad  Administration  for  roads  which  had  already  settled  if 
Congress  so  authorized.  Representative  Graham  said  he  wished 
to  ascertain  how  much  had  been  appropriated  for  the  railroads, 
and  replies  by  the  witness  developed  that  a  total  of  $1,750,000,000 
in  direct  appropriations  had  been  made  for  the  Railroad  Admin- 
istration by  Congress.  The  representative  also  asked  whether 
Mr.  Davis  would  oppose  an  amendment  fixing  a  limit  on  the  time 
for  the  filing  of  claims  by  the  railroads.  Mr.  Davis  said  he  would 
not,  but  that  the  limit  should  be  not  less  than  six  months.  He 
said  he  believed  the  railroads  could  get  their  claims  in  by  that 
time. 

Alba  B.  Johnson,  president  of  the  Railway  Business  Associa- 
tion, in  a  letter  to  Senator  Cummins,  strenuously  opposed  delay 
of  the  pasage  of  the  proposed  legislation.  He  referred  to  the 
widespread  unemployment  due  in  large  part  to  the  inability  of 
the  railroads  to  pay  bills  for  supplies.  He  declared  that  "a  vol- 
untary vacation  for  Congress  without  this  enactment  would  mean 
an  involuntary  vacation  without  pay  for  hundreds  of  thousands 
of  industrial  employes."  He  also  expressed  the  hope  that  amend- 
ments not  essential  to  the  purpose  of  the  bill  would  not  be 
considered. 

The  House  committee  closed  its  hearings  on  the  funding 
bill  at  the  night  session  August  17  and  considered  the  measure 
in  executive  session  August  18,  when  a  favorable  report  was 


ordered.  The  committee  adhered  to  its  decision  not  to  hear  ad- 
ditional witnesses  after  Director-General  Davis  had  completed 
his  statement.  Representative  Huddleston,  of  Alabama,  who  is 
regarded  as  one  of  the  spokesmen  in  Congress  for  railroad  labor, 
urged  that  B.  M,  Jewell,  of  the  railway  employes'  department  of 
the  American  Federation  of  Labor,  and  Secretary  of  the  Treas- 
ury Mellon  be  called  as  witnesses.  He  referred  to  the  action  of 
the  Erie  leasing  its  repair  shops  to  a  separate  organization  at 
Marion  as  an  attempt  to  evade  the  labor  provisions  of  the  trans- 
portation act 

Mr.  Huddleston  asked  Mr.  Davis  to  put  in  the  record  a  state- 
ment comparing  the  cost  of  maintenance  in  the  test  period  and 
during  federal  control.  He  also  expressed  considerable  fear 
that  unless  a  prohibition  were  written  into  the  proposed  act,  the 
carriers,  after  settling  with  the  Railroad  Administration  on  its 
theory  of  not  recognizing  claims  for  "inefficiency  of  labor"  that 
the  carriers  might  later  go  to  the  courts  and  recover  additional 
sums  from  the  government.  Mr.  Davis  said  he  got  a  "cut-throat 
receipt"  from  every  railroad  with  which  he  made  a  final  settle- 
ment, barring  any  claims  in  the  future.  He  said  if  Mr. 
Huddleston  could  add  anything  to  the  receipt  to  make  it  stronger 
than  it  was,  he  would  welcome  the  addition. 

Mr.  Davis  was  requested  by  Mr.  Huddleston  to  submit  a 
statement  showing  the  indebtedness  of  the  roads  to  the  govern- 
ment, other  than  that  for  additions  and  betterments.  Mr.  Davis 
said  it  would  be  difficult  for  him  to  make  such  an  estimate  be- 
cause the  items  involved  were  in  dispute  and  would  not  be 
definitely  known  until  final  settlements  have  been  made. 

Mr.  Huddleston  said  he  believed  provision  should  be  made 
in  the  law  so  that  if  a  railroad's  indebtedness  for  additions  and 
betterments  were  funded,  it  could  not  later  on  make  a  claim 
against  the  Railroad  Administration  for  undermaintenance  on 
the  ground  of  inefficiency  of  labor.  Mr.  Davis  said  there  was 
no  need  for  such  a  provision,  as  the  Railroad  Administration  was 
not  and  would  not  make  final  settlements  on  any  basis  involv- 
ing recognition  of  the  carriers'  claims  as  to  that  element. 

In  a  statistical  statement  issued  by  George  M.  Shriver,  vice- 
president  of  the  B.  &  O.,  in  connection  with  the  funding  bills, 
Mr.  Shriver  said  the  total  estimated  balance  due  the  railroads 
from  the  government  for  federal  control  was  $624,758,859.  He 
said  the  government  owed  the  railroads  on  account  of  unpaid 
compensation  a  total  of  $459,609,114,  and  $313,239,824  on  account 
of  depreciation,  property  retired,  etc.  From  the  total  of  those 
two  sums  amounts  due  the  "Director-General  by  the  railroads  in 
open  accounts  were  deducted  by  Mr.  Shriver,  the  balance  being 
$576,362,859.  To  that  amount  he  added  $48,396,000  as  due  from 
the  government  to  the  railroads  to  cover  the  difference  in  in- 
ventory between  material  taken  over  by  the  Director-General 
on  January  1,  1918,  and  that  returned  to  the  railroads  at  the  end 
of  federal  control,  making  the  total  estimated  to  be  due  from 
the  government,  $624,758,859. 

House  leaders  plan  to  have  the  House  begin  its  recess  next 
Wednesday  with  the  Senate,  though  formal  action  on  the  joint 
resolution  has  not  been  taken. 


TRANSPORTATION  TAX  REPEAL 

The    Traffic    World    Washington   Bureau 

The  House  committee  on  ways  and  means  reported  to  the 
House  this  week  the  Republican  revenue  bill,  which,  among  other 
things,  provides  for  repeal  of  the  taxes  on  various  forms  of  trans- 
portation as  of  January  1,  1922.  The  bill  repeals  subdivisions  a, 
b,  c,  d  and  e  of  section  500  of  the  revenue  act.  These  sub- 
divisions relate  to  the  taxes  on  freight,  express,  passenger,  Pull- 
man seats  and  berths,  and  pipe  line  transportation. 

The  bill  had  been  further  amended  August  13  by  the 
insertion  of  a  provision  repealing  the  tax  on  express  parcels, 
imposed  by  the  law  of  1918,  of  one  cent  for  each  20  cents  paid 
by  the  shipper  of  a  parcel.  The  bill,  as  amended  on  that  day, 
proposes  to  repeal  all  taxes  on  transportation  other  than  on  the 
transportation  of  oil  by  pipe  line.  That  tax,  it  was  said  on  the  day 
the  express  tax  was  eliminated,  might  be  allowed  to  remain  be- 
cause oil  is  transported  by  pipe  line  for  big  refiners,  while  the 
smaller  refiners  are  forced  to  use  railroad  tank  cars,  and  per 
gallon,  probably  pay  a  higher  charge  than  their  large  neighbors. 
By  leaving  the  tax  on  oil  transported  by  pipe  line,  the  law- 
makers may  think  they  are  taking  money  from  the  big  refiners. 
In  the  report  on  the  revenue  bill,  the  House  ways  and  means 
committee  said  with  respect  to  the  repeal  of  the  taxes  on 
transportation: 

"The  cost  of  transportation  is  reflected  in  all  lines  of  com- 
merce and  industry,  and  much  of  the  excessive  cost  of  certain 
products  can  be  attributed  to  transportation  costs.  Especially 
is  this  true  with  regard  to  building  material.  The  repeal  of  the 
transportation  tax  will  relieve  the  shipper  and  to  some  extent 
increase  railroad  tonnage  and  the  revenues  of  the  railroads. 
The  repeal  of  this  tax  should  have  salutary  effects  upon  busi- 
ness conditions  in  general.  The  removal  of  the  tax  on  trans- 
portation (including  freight,  passenger,  and  express)  reduces  the 
revenue  collections  $262,000,000,  a  sum  amounting  to  more  than 
$2  per  capita  per  annum." 
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CLARK  WILL  NOT  RECONSIDER 

Tht   Traffic   World    Washington  Burton 

Any  hope  that  Chairman  Clark,  of  the  Commission,  would 
reconsider  his  decision  to  resign  was  dissipated,  August  18, 
when  lie  stated  that  the  President  had  given  him  the  oppor- 
tunity at  three  different  times  to  change  his  decision,  but  that 
he  had  told  the  President  each  time  that  he  would  adhere  to 
his  plan  to  engage  in  the  practice  of  interstate  commerce  law. 
Mr.  Clark  held  a  conference  with  the  President  August  18  and, 
It  is  understood,  discussed  Informally  matters  relating  to  the 
railroad  situation.  There  were  no  developments  to  be  made 
public  as  the  result  of  the  conference,  however.  It  was  stated. 

The  possibility  of  Chairman  Clark  withdrawing  his  resigna- 
tion was  discussed  by  members  of  the  Senate  interstate  com- 
merce committee  August  17,  when  the  nomination  of  Mr.  Cox 
was  considered  and  approved.  Some  of  the  members  expressed 
the  hope  that  Mr.  Clark  might  be  prevailed  on  to  reconsider 
his  action,  it  being  understood  that  the  President  would  with- 
draw the  nomination  of  Mr.  Cox  if  Mr.  Clark  withdrew  his 
resignation.  Other  members  of  the  committee,  however,  said 
Mr.  Clark  had  made  up  his  mind  to  leave  the  Commission  and 
would  not  change  his  decision.  And  the  approval  of  the  nomina- 
tion of  Mr.  Cox  followed. 

After  Chairman  Clark  had  conferred  with  the  President 
August  18,  he  was  asked  in  regard  to  the  question  of  his  recon- 
sidering his  resignation  and  in  reply  he  made  the  following 
statement: 

"The  speculative  rumors  that  friction  between  the  President 
and  the  Interstate  Commerce  Commission  or  between  the  Presi- 
dent and  myself  had  anything  whatever  to  do  with  my  resigna- 
tion have  no  foundation  in  fact.  My  resignation  was  controlled 
entirely  by  personal  reasons.  The  President  not  only  expressed 
regret  that  I  wanted  to  retire,  but  he  asked  me  to  withdraw  my 
resignation,  and  even  after  he  had  accepted  it,  he  gave  me  an 
opportunity  to  withdraw  it.  While  the  President  has  evinced 
an  interest  in  the  bigger  aspects  of  the  transportation  problems 
and  expressed  the  hope  that  reductions  and  readjustments  in 
rates  might  come  about  in  proper  ways,  he  has  not  in  any  way 
indicated  any  desire  or  disposition  to  dictate  to  or  to  direct  the 
Commission  or  even  to  suggest  how  the  Commission  should  act 
in  any  matter  before  it." 

It  may  be  said  that  Chairman  Clark  feels  an  injustice  has 
been  done  the  President  by  rumors  or  reports  that  he  has  tried 
to  influence  the  Commission  in  the  matter  of  rate  regulation. 

The  nomination  of  Frederick  I.  Cox  as  a  member  of  the 
Commission  was  approved  August  17  by  the  Senate  interstate 
commerce  committee.  No  votes  were  cast  against  him,  but  it 
is  understood  that  Senators  La  Follette  and  Stanley  declined  to 
vote.  Seven  members  of  the  committee  voted  for  confirmation. 

Senator  Frelinghuysen,  of  New  Jersey,  at  the  meeting  of 
the  committee,  August  16,  moved  that  the  committee  make  a 
favorable  report  on  the  nomination  of  Mr.  Cox.  The  motion 
was  made  just  when  the  meeting  was  breaking  up  and  Senator 
Townsend,  of  Michigan,  acting  chairman,  suggested  that  the 
matter  be  taken  up  the  following  day.  Senator  Frelinghuysen 
said  the  nomination  should  be  confirmed,  because  Chairman 
Clark's  resignation  became  effective  August  31.  If  the  matter 
should  go  over  until  after  the  recess  of  Congress,  the  nomina- 
tion would  not  be  acted  upon  until  after  Congress  reconvened. 


AMENDMENTS  TO  COMMERCE  ACT 

The   Traffic   World    Washington  Bureau 

Senator  Pittman,  of  Nevada,  announced  this  week  that  he 
would  offer,  as  an  amendment  to  the  Townsend  railroad  funding 
bill,  a  provision  amending  Section  4  of  the  interstate  commerce 
act,  so  that  the  Commission  could  not  permit  departures  from 
the  long-and-short-haul  clause  of  the  section. 

Senator  Sheppard,  of  Texas,  introduced  a  bill  (S.  2413) 
amending  section  1  of  the  interstate  commerce  act  by  the  addi- 
tion of  the  following  proviso: 

That  nothing  in  this  act,  nor  the  exercise  of  any  authority  by  the 
Interstate  Commerce  Commission  by  virtue  thereof,  shall  absolve  any 
railroad  or  other  common  carrier  from  obeying  any  rate,  rule,  regu- 
lation, or  practice  of  any  state  with  respect  to  the  transportation  of 
passengers  or  property,  or  the  receiving,  delivery,  storage  or  handling 
of  property  wholly  withon  one  state  and  not  shipped  to  or  from  a 
foreign  country,  from  or  to  any  state  or  territory  as  aforesaid,  unless 
and  until  such  common  carrier  shall  have  secured  the  judgment  of  a 
eoiirt  of  competent  jurisdiction  holding  such  rate,  rule,  regulation  or 
IM.i.tiee  imposed  as  aforesaid  to  be  unreasonable. 


MILEAGE  BOOK  LEGISLATION 

The   Traffic   World    Washington  Bureau 

The  Senate  committee  on  interstate  commerce  August  17 
considered  the  pending  bills  providing  for  the  issuance  of  mile- 
age books  at  reduced  rates.  The  committee  directed  Senator 
Watson,  chairman  of  the  subcommittee  in  charge  of  the  legis- 
lation, to  refer  the  bills  to  the  Commission  for  an  opinion.  Chair- 
man Clark  recently  expressed  the  view  that  such  legislation 
should  not  be  enacted  at  this  time  because  of  the  financial  con- 
dition of  the  railroads. 


LOSS  AND  DAMAGE  CLAIMS 

(Seventeenth  of  a  series  of  article*  written  for  The  Traffic  World  by 
C.  H.  Dietrich.) 

There  la,  perhaps,  no  more  important  phase  of  the  lose  and 
damage  subject  than  that  of  the  proper  basis  on  which'  claims 
for  loss  or  damage  to  freight  should  be  presented,  and,  likewise, 
there  is  undoubtedly  a  greater  misunderstanding  and  difference 
of  opinion  in  connection  with  this  feature  than  in  any  other  one 
proposition  in  connection  with  claims. 

I  consider  this  subject  the  most  important  of  all,  owing  to 
the  fact  that  the  question  of  a  prompt  settlement  largely  de- 
pends on  this  factor.  In  short,  a  claim  for  loss  or  damage 
properly  presented — that  is,  supported  by  the  necessary  docu- 
mentary evidence  and  filed  on  a  proper  basis — requires  only  the 
verification  of  the  facts  in  connection  with  the  loss  or  damage 
and  such  facts  are  ordinarily  on  file  in  the  O.  S.  &  D.  bureau 
of  every  freight  claim  department  long  before  the  claim  is 
received.  After  the  O.  S.  &  D.  file  has  been  connected  up  with 
the  claim  file  itself  there  remains,  in  the  great  majority  of  cases, 
only  one  question  to  be  passed  on — namely,  whether  the  claim 
is  presented  on  the  proper  basis;  if  it  is,  ordinarily  the  voucher 
is  drawn  without  further  delay. 

In  making  any  extended  analysis  of  what  constitutes  a 
proper  basis  for  the  presentation  of  a  loss  and  damage  claim  it 
is  obviously  necessary  to  consider  the  different  classes  of  claims 
separately;  that  is,  there  is  a  proper  basis,  for  instance,  in  con- 
nection with  a  claim  for  damage  to  live  stock,  that  would  be 
entirely  different  and  have  no  connection  with  the  basis  on  which 
to  file  a  claim  for  the  loss  of  a  package  of  dry  goods.  While 
it  is  impossible  to  cover  the  entire  range  of  claim  bases  in  an 
article  such  as  this,  I  think  we  can,  perhaps,  consider  the  sub- 
ject in  a  manner  broad  enough  to  cover  at  least  the  greater 
proportion  of  our  everyday  business. 

We  are  fortunate  in  so  far  as  claims  for  loss  of  grain  in 
transit  are  concerned  (and  I  believe  this  applies  equally  as  well 
to  damage)  in  that  the  Supreme  Court  of  the  United  States  has 
handed  down  a  decision  that  is  more  or  less  familiar  to,  but 
not  always  thoroughly  understood  by,  the  large  majority  of  our 
shipping  and  receiving  public  today. 

This  somewhat  famous  case  was  in  connection  with  a  car- 
load of  grain  shipped  on  consignment,  which  was  destroyed  in 
transit  by  accident.  The  bill  of  lading  contract  covering  this 
shipment  provided,  among  other  things,  that  the  amount  of  any 
loss  or  damage  which  carrier  was  liable  for  should  be  computed 
on  the  basis  of  the  value  of  the  property  at  the  place  and  time 
of  shipment.  Inasmuch  as  the  value  of  grain  is  subject  to  the 
market  fluctuations  at  the  primary  markets,  which  ordinarily  is 
the  destination,  it  was  customary  to  take  the  market  value  at 
destination  for  the  particular  grade  and  kind  of  grain  involved 
on  the  date  the  bill  of  lading  was  issued  and,  by  deducting  the 
ordinary  transportation  charges,  arrive  at  the  value  of  such  a 
shipment  at  the  place  and  time  of  shipment.  This  was  the  set- 
tlement tendered  the  McCaull-Dinsmore  Company  in  the  case 
referred  to.  The  Supreme  Court,  in  its  decision  in  this  case, 
found,  however,  that,  instead  of  the  basis  outlined  above,  the 
owner  of  this  grain  was  entitled  to  an  amount  represented  by 
the  market  value  of  that  kind  and  grade  of  grain  on  the  date 
the  car  would  have  reached  destination  under  ordinary  trans- 
portation, less  the  usual  transportation  charges,  etc. 

In  its  opinion  the  court  said,  among  other  things: 

The  Cummins  amendment  act  of  March  4,  1915,  provides  that  the 
carrier  affected  by  the  act  shall  issue  a  bill  of  lading  and  shall  be 
liable  to  the  lawful  hoder  of  it  for  the  full,  actual  loss,  damage  or 
injury  to  such  property.  We  appreciate  the  convenience  of  the 
stipulation  In  the  bill  of  lading:  and  the  arguments  urged  In  Its  favor 
(value,  place  and  time  of  shipment),  but  the  question  is  how  the 
contract  operates  upon  this  case.  In  this  case  it  does  prevent  a 
recovery  of  the  full  actual  loss  if  it  is  enforced. 

On  this  basis  the  court  awarded  the  plaintiffs  the  amount 
they  claimed  based  on  the  value  of  the  grain  at  destination  at 
the  time  when  it  should  have  been  delivered,  less  the  trans- 
portation charges,  and  thereby  established  a  principle  which  has 
been  recognized  by  all  lines  since  the  decision  was  rendered, 
changing  the  policy  of  claim  settlement  provided  for  in  the  bill 
of  lading  contract  with  respect  to  value,  from  that  at  place  and 
time  of  shipment  to  the  value  at  place  of  destination  at  the  time 
when  it  should  have  been  delivered. 

In  so  far  as  this  principle  applies  to  claims  on  grain  moving 
to  a  primary  market,  or,  in  fact,  to  a  number  of  other  commodi- 
ties, the  value  of  which  is  governed  by  boards  of  trade,  public 
markets,  or  public  sales,  there  is  little,  if  any,  difference  of 
opinion  or  controversy. 

The  actual  working  out  of  a  basis  on  claims  of  this  kind 
involves  only  the  determination  of  what  the  ordinary  time  in 
transit  would  be  in  order  to  settle  on  the  date  the  shipment 
would  have  arrived  had  no  accident  befallen  it.  There  are,  of 
course,  bound  to  be  instances  where,  on  account  of  sharp  price 
fluctuations  from  day  to  day,  disputes  will  arise  as  to  the  proper 
day's  market  on  which  to  base  claim,  this  being  particularly 
true  in  cases  involving  grain,  which  does  not  ordinarily  move 
on  any  certain  time  schedule,  and  on  a  transit  of  five  hundred 
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to  one  thousand  miles  a  difference  of,  perhaps,  several  days 
might  easily  be  allowed  in  figuring  the  usual  time  a  car  would 
consume  in  such  a  movement.  A  difference  of  these  two  or 
three  days  might  easily  make  a  difference  of  from  ten  cents  to 
twenty-five  cents  a  bushel.  In  fact,  it  was  this  very  point  that 
made  the  bill  of  lading  provision  so  practical  in  working  out 
our  claims,  in  that  the  date  of  the  bill  of  lading  was  arbitrary 
and  permitted  of  no  argument.  But  the  law  of  the  land  is  in- 
terpreted by  the  Supreme  Court  and  its  interpretation  in  this 
case  is  accepted  without  question,  and  the  present-day  basis 
of  working  out  claims  of  this  nature  involves  the  determining 
of  the  date  on  which  the  shipment  should  reach  destination  and 
the  application  of  that  day's  market  value  to  the  property. 

The  same  principle  is  involved  in  connection  with  commodi- 
ties such  as  green  fruit  consigned  to  a  destination  where  daily 
auction  sales  govern  the  prices;  or  dressed  or  live  poultry,  but- 
ter, eggs,  cheese,  cotton,  hay,  or  any  other  commodities  des- 
tined to  a  point  where  daily  trading  establishes  a  market  value 
which  can  be  applied  to  shipments  that  may  be  lost  or  damaged 
in  transit. 

On  similar  shipments  consigned  to  points  other  than  those 
where  markets  referred  to  above  establish  prices,  the  market 
established  at  the  nearest  market  point  to  the  destination  of  the 
freight  would  seem  to  be  the  logical  value  to  apply  after  taking 
into  consideration  the  cost  of  transporting  the  property  to  such 
an  outside  point.  If,  therefore,  all  loss  and  damage  claims  were 
confined  to  shipments  such  as  those  described  above,  there  would 
be  little,  if  any,  controversy  with  respect  to  the  proper  basis 
on  which  claims  should  be  filed.  This,  however,  is  not  the  case. 
There  are  numberless  other  situations  that  are  not  even  touched 
on  by  this  Supreme  Court  decision,  but  the  broad  principle  laid 
down  by  the  court  in  this  case,  that  the  carriers  shall  be  liable 
for  the  full  actual  loss  or  damage,  is  applicable  to  practically 
all  of  our  claims.  In  considering  this  subject  further  I  shall  try 
to  keep  this  principle  in  mind. 

In  our  claims  for  loss  or  damage  to  ordinary  live  stock  con- 
signed to  market,  the  principle  of  basing  loss  or  damage  on  the 
destination  value  on  the  date  shipment  should  have  arrived  has 
been  generally  applied  for  many  years.  These  claims  ordinarily 
represent  delays  in  transit  and  consequent  failure  to  arrive  on 
the  market  for  which  the  shipment  was  intended,  and,  inasmuch 
as  practically  all  carriers  establish  and  advertise  a  certain  arbi- 
trary schedule  on  which  live  stock  is  handled  to  market  des- 
tination, the  question  of  whether  a  certain  shipment  has  been 
handled  in  accordance  with  the  current  schedule  or  not  is  easily 
determined.  If  not,  and  by  reason  of  negligent  delay  the  stock 
is  obliged  to  be  held  over  for  the  following  day's  market,  the 
claim  is  ordinarily  filed  on  the  difference  between  the  market 
on  the  date  it  should  have  arrived  for  the  kind  and  grade  of 
stock  in  the  shipment,  and  the  market  price  received  when  sold, 
provided  such  price  is  lower  than  the  market  price  on  the  date  it 
should  have  arrived.  To  this  is  added  the  extra  feed  cost,  to- 
gether with  any  extra  shrinkage  in  weight  that  can  be  shown 
to  have  occurred  on  account  of  the  negligent  delay. 

So  far  as  this  commodity  is  concerned,  there  is  no  general 
dispute  with  respect  to  the  basis  of  presenting  claim.  The  con- 
troversies in  connection  with  live  stock  claims  hinge  largely  on 
the  contention  of  claimants  with  respect  to  the  class  or  grade 
of  stock  contained  in  his  shipment.  While  this  does  not  bother 
so  much  in  connection  with  hogs  and  sheep,  it  does  apply  ma- 
terially to  all  shipments  of  cattle  where  the  range  in  price  on 
any  day's  market  is  so  extended,  depending  entirely  on  the  class 
of  cattle  involved. 

In  this  class  of  claims  the  question  of  extra  shrinkage  on 
account  of  negligent  delay  is  one  that  has  never  yet  been  sat- 
isfactorily decided  and  is  a  subject  on  which  most  any  freight 
claim  agent  or  live  stock  shipper  could  write  a  volume  without 
convincing  the  other  side  that  his  ideas  were  correct. 

The  claims  that  today  are  giving  the  most  trouble  in  con- 
nection with  the  proper  basis  on  which  to  adjust  them  are,  with- 
out doubt,  the  numberless  thousands  of  claims  filed  on  less- 
carload  shipments  of  merchandise,  including  almost  every  imag- 
inable commodity  consigned  to  wholesale  or  retail  merchants,  on 
which  thousands  of  such  consignees  have  been  erroneously  ad- 
vised that  the  destination  values  mentioned  in  the  McCaull-Dins- 
more  decision  are  represented  by  the  resale  value,  or,  in  other 
words,  by  the  price  at  which  they  expect  to  sell  the  property 
after  it  has  been  handled  through  their  place  of  business.  This 
misconception  on  the  part  of  many  claimants  has  undoubtedly 
caused  more  delays  to  claim  payments  and  endless  controversies 
than  any  other  one  question  that  has  appeared  in  the  freight 
claim  world  for  some  time.  If  there  is  anything  I  can  say  in 
this  article  that  will  assist  in  straightening  out  this  one  point,  I 
shall  feel  that  the  time  I  have  spent  on  all  previous  articles  in 
this  series  has  been  well  worth  while. 

There  certainly  is  nothing  whatever  in  the  decision  of  the 
Supreme  Court  in  the  McCaull-Dinsmore  case  that  even  inti- 
mates that  a  resale  value  has  any  proper  bearing  on  a  claim 
for  damage  to  an  inbound  shipment.  There  are  so  many  dif- 
ferent features  involved  in  reaching  a  resale  value  on  any  mer- 
chandise, entirely  apart  from  a  carrier's  liability,  that  it  would 


be  an  endless  task  for  a  freight  claim  agent  to  attempt  to  anal- 
lyze  a  price  set  up  in  this  manner,  involving,  as  it  does,  the 
items  of  rent,  insurance,  clerk  hire,  profit  and  loss,  cost  of  han- 
dling, and  many  others  of  which  none  outside  the  firm  itself 
has  any  knowledge. 

In  the  application  of  the  principle  spoken  of  above — namely, 
"full  actual  loss,  damage  or  injury" — it  is  conceded  that  a  whole- 
sale merchant  presenting  a  claim  for  a  shipment  consigned  to 
his  customer  in  the  country,  which  is  lost  or  destroyed  in  transit, 
is  damaged  to  the  extent  of  what  he  would  have  received  from 
that  customer  had  the  shipment  arrived  safely.  Consequently,  a 
claim  filed  on  the  basis  of  his  invoice  to  the  customer  less  any 
trade  discount,  etc.,  actually  represents  his  full  damage  and,  as 
such,  the  basis  is  perfectly  acceptable  to  all  freight  claim  agents, 
always  provided,  of  course,  that  the  invoice  rendered  represents 
the  actual  value  of  the  goods  at  the  time  of  shipment.  Like- 
wise, a  broker  who  has  gone  to  the  expense  of  soliciting  a  sale 
to  his  customer  and  has  billed  on  such  customer  for  the  value 
of  the  property,  even  though  it  may  have  been  shipped  direct 
from  the  factory  to  the  customer,  is  entitled  to  recover,  in  the 
event  of  the  property  being  destroyed,  the  amount  he  would 
have  received  from  the  customer  had  it  reached  him  safely,  and 
in  these  two  cases  there  are  practically  no  difficulties  encoun- 
tered; but  where  the  consignee  is  the  claimant,  whether  he  be 
a  wholesaler  or  a  retailer,  can  he  rightfully  contend  that  in  a 
shipment  of  ten  cases  of  canned  goods,  for  instance,  one  of 
which  is  destroyed  in  transit  and  fails  to  reach  him,  that  he  is 
damaged  to  the  extent  of  what  he  might,  perhaps,  have  been 
able,  after  handling  the  shipment  through  his  establishment,  to 
dispose  of  for  to  a  prospective  customer?  In  other  words,  is 
he  entitled  to  recover  from  the  carrier,  unfortunate  enough  to 
destroy  the  one  case  of  canned  goods,  his  proposed  resale  price? 
In  the  first  place,  he  is  actually  out  of  pocket  the  price  he  paid 
for  the  case  destroyed,  plus  any  transportation  charges  assessed. 
Before  this  case  of  canned  goods  can  be  valued  at  its  resale 
price  it,  of  necessity,  is  handled  through  the  consignee's  place 
of  business  at  an  expense  represented  by  a  proportionate  amount 
of  his  rental,  his  insurance,  his  clerk  hire,  or  any  other  over- 
head charge  incidental  to  the  business,  in  addition  to  his  legiti- 
mate profit.  Surely  these  added  charges  necessary  to  make  up 
the  resale  value,  cannot  correctly  be  included  in  any  claim 
against  the  carrier  for  the  value  of  the  case  destroyed  before 
arrival. 

Where  the  consignee  is  a  retail  merchant  and  has  purchased 
a  consignment  of  ten  boxes  of  soap  from  a  wholesale  house  in 
a  near-by  city,  one  box  of  which  is  destroyed  in  transit,  the 
merchant  in  this  case  is  damaged  to  the  extent  of  the  amount 
represented  by  the  purchase  price  of  this  box  of  soap  plus  the 
transportation  charges.  The  nine  boxes  he  receives  are  drayed 
from  the  station  at  an  expense  to  him,  unpacked  in  his  place 
of  business,  placed  on  his  shelves,  and  eventually  are  retailed 
at  a  price,  perhaps,  of  six  cents  a  bar.  But  before  this  resale 
value  of  six  cents  a  bar  can  be  said  to  exist  there  are  all  of 
the  usual  overhead  expenses  added  to  it  that  are  mentioned 
in  the  paragraph  above  in  connection  with  the  shipment  con- 
signed to  the  wholesale  house,  and  the  consignee's  actual  dam- 
age is  truly  represented  by  the  invoice  to  him  of  this  case  of 
soap,  in  all  instances,  except  the  rare  cases  where,  by  reason 
of  the  destruction  of  all  or  a  part  of  some  shipment  of  mer- 
chandise which  he  might  happen  to  be  entirely  out  of,  and  by 
reason  of  its  destruction  in  transit,  some  embarrassment  or 
inconvenience  or  even  loss  of  trade  might  ensue,  owing  to  his 
inability  to  supply  his  customers  with  this  particular  commodity. 
These  instances,  however,  are  certainly  the  exception  to  the 
rule,  and  I  do  not  believe  are  frequent  enough  to  receive  much 
consideration  in  this  discussion. 

The  best  example  of  a  loss  or  damage  in  transit  of  mer- 
chandise consigned  to  a  wholesale  or  retail  merchant  that  I 
can  cite  is  the  case  of  where  a  retail  merchant  receives  a  ship- 
ment of  canned  goods  from  a  wholesale  house  or  manufacturer, 
included  in  which  are  a  few  dozen  cans  of  spoiled  fruit,  com- 
monly known  as  "swells."  In  a  case  of  this  kind,  does  the 
retail  merchant  bill  back  on  the  wholesale  house  or  manufac- 
turer for  his  resale  value?  No.  He  deducts  from  the  invoice 
the  pro-rate  value  of  the  "swelled"  cans  and  is  either  permitted 
to  dump  them  or  return  them  to  the  shipper  as  evidence  of 
their  unfitness.  In  this  manner  he  is  made  whole  by  the  shipper. 
Is  there  any  justification  for  filing  a  claim  against  the  carrier 
for  an  unavoidable  damage  in  transit  on  any  other  basis  than 
that  of  making  the  consignee  whole  in  the  transaction? 


SMITH  VISITS  WHITE  HOUSE 

The    Traffic    World    Washington   Bureau 

A.  H.  Smith,  president  of  the  New  York  Central,  was  a  vis- 
itor at  the  White  House  August  15.  He  said  he  believed  the  rail- 
road situation  was  improving  but  that  the  railroads  still  had  to 
meet  the  effects  of  the  war  period.  Passage  by  Congress  of  the 
bills  authorizing  the  War  Finance  Corporation  to  buy  railroad 
securities  from  the  Railroad  Administration  would  assist  the 
railroads  greatly,  be  said.  He  also  expressed  the  opinion  that  re- 
peal of  the  transportation  taxes  would  increase  business  for  the 
railroads. 


August   -I'.    I  Hi!  I 


•nil-:   TRAFFIC    WORLD 


LASKER  NOT  TO  RESIGN 

The    Traffic    World    Washington   Bureau 

i'li:iinn:iii  l.asker  of  the  IT.  S.  Shipping  Board,  August  18, 
;i  report  iliiii  he  proposed  (o  resign  as  chairman  of  the 
Hoard,  lit-  said  (he  Board  was  in-m-riMing  with  its  work  har- 
moniously. 


SHIPPING  BOARD  APPOINTMENTS 

//.     Traffic    World    U'ashington   Bureau 

.\.  !•'.  Mark,  of  the  Cosmopolitan  Shipping  Company,  has 
]>een  appointed  by  the  Shipping  Board  as  district  manager  of  the 
board  in  New  York.  From  his  headquarters  in  that  city  he 
will  have  supervision  of  operations  there  and  at  Boston  and 
Philadelphia.  The  position  is  one  of  the  most  important  in  the 
department  of  operations  of  the  board. 

Mr.  Mack  was  employed  by  the  B.  &  O.  and  the  Santa  Fe 
for  eighteen  years,  and  later  he  had  charge  of  traffic  for  the 
American  Steel  &  Wire  Company.  In  recent  years  he  had  charge 
of  the  traffic  and  steamship  departments  of  the  United  States 
steel  Products  Export  Company,  which  was  organized  by  the 
I'niied  States  Steel  Corporation. 

George  H.  Wells,  employed  by  the  International  Mercantile 
Marine  for  21  years,  also  has  been  appointed  by  the  board  for 
service  in  the  New  York  office.  Mr.  Wells  served  two  years 
with  the  British  ministry  of  shipping  during  the  war. 

Joseph  W.  Powell,  until  recently  president  of  the  Bethlehem 
Shipbuilding  Corporation,  will  join  the  board's  forces  September 
1.  to  undertake  a  reorganization  of  the  financial,  accounting 
and  sales  departments  of  the  Emergency  Fleet  Corporation.  It 
was  announced  that  Mr.  Powell  will  serve  without  salary. 

John  Callan  O'Laughlin,  assistant  to  A.  D.  Lasker,  chairman 
of  i he  Shipping  Board,  has  resigned.  He  will  resume  his  duties 
as  vice-president  of  the  Lord  &  Thomas  advertising  agency  and 
also  as  vice-president  of  a  New  York  exporting  company.  It 
was  said  at  the  offices  of  the  board  that  Mr.  O'Laughlin,  when 
appointed  recently,  only  intended  staying  with  Mr.  Lasker  until 
reorganization  of  the  board  had  been  effected.  Ralph  Sollit,  a 
vice-president  and  director  of  the  Munsey  Trust  Company  of 
Washington,  will  succeed  Mr.  O'Laughlin. 


MONEY  FOR  SHIPPING  BOARD 

The   Traffic    World    Washington  Bureau 

An  urgent  deficiency  appropriation  bill  carrying  $48,500,000 
for  the  Shipping  Board  up  to  January  1,  1922,  instead  of  the 
$125,000,000  requested  by  Chairman  Lasker,  was  passed  by  the 
House  August  13.  An  amendment  was  adopted  providing  that 
not  more  than  three  officers  or  employes  of  the  board  shall  be 
paid  annual  salaries  in  excess  of  $12,500.  Adoption  of  this 
amendment  resulted  from  the  offering  of  an  amendment  by 
Representative  Oliver  of  Alabama  that  no  officer  or  employe 
should  be  paid  more  than  $12,500  a  year.  As  passed,  the  bill 
will  permit  of  the  payment  of  the  present  $95,000  a  year  in 
salary  to  the  three  operating  vice-presidents  of  the  Emergency 
Fleet  Corporation. 

On  recommendation  of  Chairman  Madden  of  the  appropria- 
tions committee  the  House  refused  to  make  any  appropriation 
for  the  payment  of  claims  before  such  claims  have  been  adjusted. 
The  committee  also  estimated  that  substantial  savings  could 
be  made  by  the  board  in  operating  costs. 

"If  there  is  anybody  who  has  any  facts  anywhere  in  con- 
nection with  the  Shipping  Board's  activities,  I  would  like  to 
get  his  picture,"  said  Mr.  Madden,  after  having  said  that 
the  present  board  did  not  pretend  to  have  any  particular  knowl- 
edge of  the  condition  of  the  board,  its  finances,  or  its  property. 

Representative  Sweet  of  Iowa  proposed  that  the  appropria- 
tion be  cut  to  $25,000.000.  He  said  the  showing  made  by  the 
board  did  not  warrant  Congress  voting  for  any  sum  for  the 
board,  but  that  he  recommended  $25,000,000  as  a  compromise. 
He  said  there  should  be  a  "thorough  house  cleaning  before  any 
money  is  appropriated."  and  that  the  board  could  "worry  along 
for  a  while,"  as  were  others  during  the  period  of  "reconstruc- 
tion." The  amendment,  was  rejected  by  a  vote  of  69  to  52. 

The  Senate  appropriations  committee  submitted  a  favor- 
able report,  August  16.  It  struck  out  the  proviso  in  the  House 
bill  limiting  the  employment  at  salaries  in  excess  of  $12,500  a 
year  to  not  more  than  three  officials  or  employes. 

Chairman  Lasker,  of  the  board,  said  he  believed  Congress 
should  have  granted  what  the  board  asked.  He  said  he  did  not 
believe  that  large  sums  should  be  appropriated  continually  for 
the  board,  but  that  pending  the  period  of  readjustment  the  board 
should  have  necessary  funds. 

The  chairman  said  reconditioning  of  the  Leviathan  could 
not  go  forward  now  because  the  appropriation  had  been  reduced 
to  $48,500,000. 

Chairman  Lasker,  of  the  Shipping  Board,  in  testifying  be- 
fore the  Senate  appropriations  committee  in  support  of  his  re- 
quest for  an  appropriation  of  $125,000,000,  according  to  printed 
'•stimony  made  public  by  the  committee  August  17,  said  if  only 


$48,500,000  were  appropriated  for  the  board  It  would  have  to 
come  back  for  more  when  that  amount  wan  used  up. 

"I  understand  the  $48,000,000  Is  for  no  specific  length  of 
time,"  said  Mr.  Lasker,  referring  to  the  House  hill';:  appropria- 
tion for  the  board.  "When  It  IB  exhausted  we  nhall  have  to  a«k 
for  more." 

Lasker  declared  that  if  moneys  which  were  made  on  opera- 
tions had  not  been  turned  Into  the  construction  fund,  there 
would  have  been  an  ample  surplus  to  carry  the  board  through 
the  present  period  of  depression  in  operations. 

There  was  a  great  deal  of  discussion  of  the  managing  agency 
contracts  under  which  the  ships  of  the  board  are  operated. 

"Why  do  you  not  cancel  all  those  contracts?"  asked  Sena- 
tor Curtis.  "I  would  cancel  them  whether  I  could  or  not  If  I 
was  chairman,  and  take  the  chance,  and  make  them  contract 
on  the  flat  basis,  and  make  them  pay  50  cents  a  hundred  a  ton, 
or  whatever  it  is." 

Lasker  replied  that  a  survey  of  the  ships  in  operation  under 
the  managing  agency  contracts  was  being  made,  and  that  to 
work  out  a  charter  policy  was  an  intricate  matter,  which  would 
require  several  months. 

Elmer  Schlesinger,  chief  counsel  of  the  board,  was  ques- 
tioned as  to  why  he  had  four  lawyers  employed  at  "about  $50,- 
000."  He  replied  the  questions  to  b»  handled  by  the  attorneys 
were  of  such  a  nature  that  highly  competent  men  were  required. 
The  employment  of  Marshall  Bullitt,  who  was  solicitor  general 
under  President  Taft,  was  inquired  into.  Schlesinger  said  he 
got  Bullitt  for  $25,000  a  year  because  Bullitt  said  he  needed  that 
much  to  live  on.  He  said  Bullitt  had  a  private  practice  pro- 
ducing an  annual  income  of  somewhere  around  $100,000  a  year. 
He  said  Bullitt  was  put  in  charge  of  the  U.  S.  Mail  case  and  that 
he  could  not  have  a  lawyer  getting  $5,000  or  $6,000  a  year 
handling  such  an  important  matter. 


CHARTER  PLAN  FOR  SHIPS 

The    Traffic    World    Washington   Bureau 

The  Shipping  Board  announced  August  18  that  the  operating 
vice-presidents  of  the  division  of  operations  have  been  directed 
to  work  out  a  bare-boat  charter  plan  for  the  chartering  of  ves- 
sels to  operators  so  that  the  present  managing  agency  agree- 
ments may  be  abrogated.  Under  those  agreements  operators 
of  vessels  get  five  per  cent  of  the  gross  receipts  and  the  Board 
often  stands  losses.  Under  the  bare-boat  charter  plan  the  Board 
would  get  a  net  rental  for  the  ship  and  that  charterer  would 
pay  all  running  expenses. 


OCEAN  FLOUR  RATES 

Page  &  Jones,  steamship  agents  and  ship  brokers,  Mobile, 
Ala.,  quote  the  following  flour  rates: 

Mobile  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent  and  Havre,  22>£c 
per  100  Ibs.  on  heavy  grain;  27 '/be  per  100  Ibs.  on  flour. 

Mobile  to  Tampico,  Mex.,  50c  per  100  Ibs,  plus  2%c  per  100  Ibs. 
bar  dues. 

Mobile  to  Vera  Cruz,  50c  per  100  Ibs.  straight. 

Mobile  to  Progreso,  67'/£c  per  100  Ibs.  straight. 

Mobile  to  Port-au-Prince.  Haiti.  $1.20  per  bag  of  196  Ibs.,  plus 
$4.10  per  ton  of  2,240  Ibs.,  account  wharfage  and  tonnage  tax 

Mobile  to  San  Juan,  Porto  Rico,  38c  per  100  Ibs.,  plus  2%c  per 
100  Ibs.  landing  charge. 

Mobile  to  Ponce,  Mayagucz  and  Aguadilla,  Porto  Rico,  38c  per  100 
Ibs.  straight. 

Mobile  to  St.  Thomas,  Virgin  Islands,  $1.25  per  bag  of  196  Ibs  or 
65c  per  half  bag  of  98  Ibs. 


Mobile  to  Guadeloupe  and  Martinique.  $1.25  per  bag  of  196  Ibs 
Mobile   to   Barbadoes.   Trinidad   ar  '    ~ 
196  Ibs.,  or  60c  per  half  bag  of  98  Ibs. 


Mobile   to   Barbadoes,   Trinidad   arid   Demerara.    $1.15    oer   bae   of 
Ibs.,  or  60c  per  half  bag  of  98  Ibs. 

These  rates  are  from  ship's  side  within  reach  of  tackle  and 
delivered  ship's  side  within  reach  of  vessel's  tackle. 


WHEAT,  FLOUR,  LUMBER  TO  FAR  EAST 

"Oriental  demand  for  American  wheat  and  flour,  dormant 
for  almost  a  year,  has  assumed  large  proportions  in  the  last 
month,"  says  the  Admiral  Line.  "This  is  only  one  of  numerous 
indications  of  rapidly  reviving  overseas  trade,  according  to  ship- 
ping experts,  who  predict  a  widespread  resumption  in  virtually 
all  far  eastern  markets  within  the  next  few  months. 

"China,  Japan  and  the  Philippines  already  have  become 
large  buyers  of  grain  and  flour,  and  the  representatives  abroad 
of  various  milling  and  grain  exporting  houses  are  sending  opti- 
mistic reports  to  their  home  offices." 

L.  L.  Bates,  foreign  freight  agent  of  the  Admiral  Line,  which 
operates  several  of  the  largest  Shipping  Board  vessels  in  the 
transpacific  trade,  estimates  that  shipments  of  wheat  and  flour 
in  the  autumn  and  early  winter  will  aggregate  150,000  tons. 
The  sudden  revival  of  the  market  for  these  two  commodities  is 
attributed  to  the  application  of  the  new  freight  rate  of  $6  a 
short  ton.  This  rate  became  operative  July  7,  and  Mr.  Bates 
says  the  effect  became  noticable  almost  at  once. 

"The  lumber  export  market,  so  far  as  it  relates  to  the 
far  east,  has  completely  recovered  from  the  condition  of  stagna- 
tion which  characterized  it  until  June,"  the  company  says. 
"Exporters  and  steamship  companies  report  a  brisk  and  rapidly 
increasing  demand,  and  even  among  the  most  conservative  there 
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exists  a  conviction  that  the  movement  will  continue  at  least 
two  years." 

Basing  estimates  on  bookings  of  cargo  space,  officials  of 
the  Admiral  Line  traffic  department  express  the  opinion  that 
shipments  will  average  about  25,000,000  feet  monthly  from  now 
until  the  first  of  the  year.  This  does  not  take  into  account  the 
order  for  12,000,000  ties  for  the  Chinese  railroads,  shipment  of 
which  will  be  spread  over  a  period  extending  to  January  1,  1922. 

"One  of  the  features  of  the  revived  far  eastern  market  is 
a  heavy  movement  of  20-foot  four-by-fours,  large  quantities  of 
which,  according  to  steamship  officials,  are  being  forwarded  to 
Kobe  and  Yokohama.  Another  feature  is  an  unusually  heavy 
movement  of  cedar  logs,  which  also  are  going  to  Japan.  The 
movement  of  four-by-fours  began  only  a  month  ago,  but  already 
has  assumed  large  proportions. 

"Japan  is  said  to  be  entering  a  period  of  unusual  building 
activity,  according  to  reports  from  overseas  agencies.  The  sea- 
board provinces  of  China  also  are  evincing  a  pronounced  in- 
terest in  the  American  market. 

"The  Chinese  order  for  12,000,000  ties  served  considerably 
to  hearten  the  producers  of  the  Northwest,  whose  market  has 
been  virtually  dead  since  the  railroads  of  the  country  stopped 
buying  early  in  the  spring.  The  domestic  demand,  however,  is 
not  expected  to  show  any  appreciable  degree  of  recovery  until 
Congress  makes  good  the  prospective  government  relief  to  the 
railroad  treasuries. 

"Members  of  the  Intercoastal  Conference  of  Steamship  Com- 
panies further  state  that  the  domestic  demand  for  other  lumber 
products  shows  little  indication  of  materially  increasing  in  the 
near  future.  Owing  to  labor  troubles  and  other  factors,  con- 
struction booms  failed  in  most  instances  to  develop  in  the  larger 
industrial  centers  of  the  East,  and  no  improvement  along  that 
line  is  expected  before  the  onset  of  winter  curbs  building  activi- 
ties." 


MISSISSIPPI  BARGE  SERVICE  PROFITS 

The   Traffic   World    Washington  Bureau 

The  Mississippi  River  barge  service,  according  to  a  report 
of  its  revenues  and  expenses  put  into  the  Congressional  Record 
by  Senator  McKellar  of  Tennessee  August  12  has  reached  the 
point  where  Theodore  Brent,  its  manager,  can  claim  that  it  is 
successful,  not  only  as  an  agency  of  transportation,  but  as  an 
agency  for  putting  money  into  the  United  States  treasury.  The 
report  put  into  the  Record  by  the  senator  from  Tennessee  covers 
the  four  months'  period  of  April,  May,  June  and  July.  It  is 
as  follows: 

APRIL.  JUNE. 

Tonnage,  36,917.  Tonnage,  37,000.           , 

Revenue    $166.366.10      Revenue    $180.000.00 

Operation    expenses 122,541.24  Operation   expenses    . ..  134,500.00 

Profit    45,500.00 

Divided  as  follows: 

Depreciation    33,500.00 

Absolute   profit    12,000.00 

45,500.00 


Profit 43,824.86 

Divided  as  follows: 

Depreciation    27,102.85 

Absolute  profit    16,722.01 

43.824.86 


MAY.  JULY   (ESTIMATED). 

Tonnage,  34,412.  Tonnage,  39,200. 

Revenue    $158.263.23       Revenue    $190,000.00 

Operation   expenses    . . .  129,555.98  Operation   expenses    ...  133,000.00 


Profit   28,707.25 

Divided  as  follows: 

Depreciation    28,040.35 

Absolute  profit  666.90 

28,707.25 


Profit   57,000.00 

Divided  as  follows: 

Depreciation    32.000.00 

Absolute  profit   25,000.00 

57,000.00 


SUMMARY— APRIL,  MAY,  JUNE,  JULY  (ESTIMATED),  1921. 
Tonnage/  147,529. 

Revenue    ' •....-.• $694.629.33 

Operation  expenses   519,597.22 


Profit 175,032.11 

Divided  as  follows: 

Depreciation    120,643.20 

Absolute  profit  54,388.91 


175,032.11 

Average  revenue.  $4.43  per  ton,  of  which  36  per  cent  is  grain.  The 
upstream  and  downstream  tonnage  is  nearly  balanced  50-50. 

D.  &  T.  S.  STOCK  DIVIDENDS 

Authority  has  been  denied  to  the  Detroit  &  Toledo  Shore 
Lines  to  issue  stock  dividends  from  time  to  time  to  cover  ex- 
penditures made  or  extensions  and  improvements  from  earnings. 
The  company  desires  to  issue  $1,072,000  of  its  common  capital 
stock,  capitalized,  it  said,  expenditures  for  additions  and  better- 
ments made  from  earnings.  To  enable  it  to  issue  these  stock 
dividends  the  company  said  it  intended  to  increase  its  authorized 
capital  stock  from  $1,500,000  to  $2,500,000.  The  Public  Utilities 
Commission  of  Ohio  filed  an  objection  to  action  on  the  applica- 
tion on  the  ground  that  the  federal  Commission  lacked  jurisdic- 
tion. The  Commission  overruled  that  objection.  In  disposing  of 
the  case  the  Commission  said  the  evidence  failed  to  establish 
satisfactorily  that  the  value  of  the  applicant's  road  and  equip- 
ment was,  as  claimed  by  it,  $5,388,197.66. 


FORD  REDUCED  RATE  TARIFFS 

The   Traffic   World    Washington   Bureau 

In  further  carrying  out  his  promise  to  reduce  rates,  Henry 
Ford's  Detroit,  Toledo  &  Ironton  has  filed  reductions  in  specific 
rates  on  live  stock  from  Detroit,  Toledo  &  Ironton  stations  to 
Toledo  and  Detroit,  effective  on  interstate  and  intrastate  in 
Ohio  on  September  10  and  intrastate  in  Michigan  on  August  22. 
The  reduction  in  each  instance  is  twenty  per  cent.  The  specific 
rates  that  have  been  cut  are  those  carried  in  Kelly's  I.  C.  C. 
852.  Kelly  cancelled  those  carried  in  his  tariff  and  the  Detroit! 
Toledo  &  Ironton  in  its  I.  C.  C.  410  published  the  new  ones. 
Coincidentally,  the  Detroit,  Toledo  "&  Ironton,  in  its  I.  C.  C. 
No.  388,  made  a  twenty  per  cent  reduction  in  the  mileage  scale 
applying  to  live  stock  from  one  D.  T.  &  I.  station  to  another  D. 
T.  &  I.  station  from  and  to  which  no  specific  rates  have  been 
published. 

The  filing  of  the  tariff  making  reductions  in  specific  rates 
suggests  the  possibility  of  a  return,  by  carriers,  to  the  practice 
of  each  publishing  its  own  rates  instead  of  depending  on  a 
bureau  to  put  out  rates  for  it.  Compliance  with  Ford's  policy 
by  the  D.  T.  &  I.  would  mean  that  the  rates  applicable  via  that 
road,  in  most  instances,  would  have  to  be  hunted  for  in  the 
tariffs  put  out  by  that  particular  carrier  and  not  in  the  agency 
publications. 

Henry  Ford's  tariff  making  a  twenty  per  cent  reduction  in 
rates  on  coal  from  the  Jackson  and  Ironton  districts  to  destina- 
tions on  the  Detroit,  Toledo  &  Ironton  has  been  suspended  from 
September  3  to  January  1  in  I.  and  S.  No.  1361,  because  the 
rates  Ford  proposed  to  cut  are  related  to  rates  on  coal  from 
other  regions  in  Kentucky,  Pennsylvania,  Tennessee,  West  Vir- 
ginia and  Virginia,  established  by  the  Commission  in  its  deci- 
sion in  I.  and  S.  No.  774,  46  I.  C.  C.  66,  "Bituminous  Coal  to 
Central  Freight  Association  Territory." 

Another  reason  for  suspension  is  to  be  found  in  the  fact 
that  the  rates  which  Ford  proposed  to  suspend  are  also  involved 
in  two  pending  cases— 12851,  "In  the  Matter  of  Intrastate  Rates 
on  Coal  Within  the  State  of  Ohio,"  and  12698,  "In  the  Matter 
of  Differentials  from  Ohio  Districts  to  Relation  to  Other  Regions 
and  Districts."  A  hearing  on  these  two  proceedings  was  sched- 
uled for  Columbus,  O.,  September  12,  before  Ford  filed  the  tariff 
that  has  been  suspended.  Ford's  road,  the  Detroit,  Toledo  & 
Ironton,  joined  other  railroads  in  having  the  Commission  start 
the  proceeding  involving  the  intrastate  rates  made  by  the  Ohio 
commission.  It  joined  other  railroads  in  Ohio  in  alleging  that 
the  Ohio-made  rates  constituted  a  violation  of  the  thirteenth 
section  of  the  act,  which  forbids  discriminations  against  inter- 
state commerce  and  empowers  the  Commission  to  remove  such 
as'  it  might  find. 

The  Commission,  however,  refused  to  suspend  the  Detroit, 
Toledo  &  Ironton  tariff  making  a  rate  of  $1.85  on  ex-river  coal 
delivered  to  the  Ford  road  at  Ironton,  against  which  protests 
were  made  by  operators  not  able  to  use  the  Ohio  and  other 
rivers  for  starting  their  product  toward  the  ultimate  consumer. 
The  protesting  operators,  it  is  believed,  will  feel  that  that  inno- 
vation in  rates  will  hurt  them  more  than  the  proposed  reduc-' 
tions  in  the  all-rail  rates  of  the  Ford  railroad  because  it  starts 
a  movement,  which,  if  it  becomes  general,  may  cause  many  of 
the  coal  hauling  railroads  to  short-haul  themselves,  or  to  force 
reductions  in  all-rail  coal  rates  fully  as  serious  as  the  proposed 
reductions  which  were  suspended. 

At  present  there  is  no  rate  on  ex-river  coal  from  Ironton. 
The  power  to  suspend,  it  is  generally  supposed,  was  given  the 
Commission  to  prevent  increases  for  which  the  justification 
was  not  fairly  clear,  if  not  obvious.  Therefore,  there  being  no 
rate  now,  it  would  be  hard  to  say  that  the  proposed  rate  should 
be  suspended  because  its  justification  had  not  been  shown. 

However,  now  that  the  Commission  has  the  power  to  pre- 
scribe the  minimum  as  well  as  the  maximum  rate,  that  rate 
could  have  been  suspended  without  resort  to  the  theory  that 
the  power  of  suspension  was  granted  to  prevent  unwarranted 
increases  or  reductions  that  would  result  in  unjust  discrimina- 
tion. The  refusal  to  suspend,  therefore,  may  be,  and,  it  is  be- 
lieved, will  be  taken  as  an  indication  that  the  Commission  sees 
no  warrant  in  the  law  for  it  to  prevent  competition  of  the  kind 
that  will  be  created  by  the  establishment  of  rail-and-river  rates, 
either  directly  or  by  the  publication  of  proportionals  to  apply 
on  coal  that  has  had  transportation  by  river.  The  Commission 
seldoms  assigns  reasons  for  suspension,  but  in  the  case  of  the 
Ford  tariff  it  did  give  an  idea  as  to  why  it  acted  as  it  did,  by 
means  of  the  following  memorandum  prepared  for  the  news- 
papers : 

By  an  order  entered  today  in  Investigation  and  Suspension  Docket 
No.  1381.  the  Interstate  Commerce  Commission  suspended  from  Sep- 
tember 3  until  January  1.  1922,  the  operation  of  certain  schedules 
published  in  Supplement  No.  30  to  Agent  F.  V.  Davis'  tariff  I.  C.  C. 
811  (Agent  W.  J.  Kelly  Series). 

The  suspended  schedules  propose  reductions  in  the  existing  rates 
on  coal,  carloads,  from  mines  on  the  Detroit.  Toledo  &  Iront9n  R.  R. 
in  Jackson  County  and  Ironton  (Ohio)  districts,  to  Detroit,  Mich.,  and 
other  destinations  on  the  same  line  in  Ohio  and  Michigan.  The  fol- 
lowing statement  shows  the  present  and  proposed  rates  in  cents  per 
net  ton  on  coal,  carloads,  from  mines  in  the  Jackson  County  and 
Ironton  districts  to  representative  destinations  indicated: 
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Ironton  District,        Jackson  District. 
To —  Present.  Proposed.     Present.  Proposed. 

Detroit.    Mich 257  208  247  198 

Toledo.   Ohio    236  191  226 

Uina.    Ohio    211  171  201  161 

Tl»>  present  rates  on  coal  from  mines  In  the  Jackson  County  and 
1 1  onion  (Ohio)  districts  to  Detroit.  Mich.,  and  other  points  on  the  De- 
troit, Toledo  &  Ironton  H.  K.  bear  a  relationship  to  the  rates  on  coal 
1 1  mil  other  regions  and  districts  In  the  states  of  Kentucky,  Pennsyl- 
vania. Ti -inn -ss. •! •.  Virginia  and  West  Virginia  based  upon  certain  dif- 
ferentials lixeil  by  the  Commission  In  Investigation  and  Suspension 
Docket  No.  774.  46  I.  C.  C..  66.  bituminous  coal  to  C.  F.  A.  territory. 
•rii,  Commission  has  Instituted  an  investigation  in  a  proceeding 
known  as  Docket  No.  12851.  in  the  matter  of  Interstate  rates  on 
liitiiiiiiiums  coal  within  the  State  of  Ohio,  and  under  Docket  No.  12698. 
in  i hi-  maiti -i-  of  differentials  from  Ohio  districts  with  relation  to  other 
regions  and  districts  In  the  states  above  named,  which  proceedings 
havi-  been  assigned  for  hearing  at  Columbus,  O..  on  September  12, 
ln:M.  together  with  the  suspended  schedules,  In  order  that  the  matter 
of  relaiiniiship  between  the  rates  from  the  Ohio  mines  on  the  one 
hand  and  I  In-  mines  in  other  unions  and  districts  on  the  other  hand, 
max  In  determined  as  a  whole  and  in  one  proceeding. 

I :< -quests   were   also  made   for   the  suspension   of  a  proposed   rate 

•of  $1.X5   per  ton  on   coal   from    Ironton,   O.    (applicable   on   shipments 

hint;  Ironton  via  Ohio  River),  to  Detroit,  Mich.,  and  intermediate 

•its  on  the  D.  T.  &  I.  K.  R.  as  to  this  rate.    After  consideration  the 

mission  declined  to  suspend. 

The  National  Rivers  and  Harbors  Congress,  which  has  been 
.fighting  for  the  improvement  of  the  waterways  of  the  country 
.unit  the  restoration  of  transportation  thereto,  through  its  pres- 
idi'tit,  Representative  Small,  of  North  Carolina,  and  its  secretary, 
;S.  A.  Thompson,  intervened  in  behalf  of  the  Detroit,  Toledo  & 
.Ironton  ex-river  coal  tariff  and  against  its  suspension  on  the 
and,  largely,  that  it  was  a  step  in  the  direction  Congress  said, 
in  section  500  of  the  transportation  act,  should  be  taken.  In  its 
representations  on  the  subject,  the  congress  said: 

That  there  are  in  the  United  States  between  50,000  and  60,000 
raEles  of  waterways  which  are  either  now  navigable  or  might  be  made 
so  by  improvement. 

That  Congress  has  continuously  made  appropriations  in  increas- 
ing amounts,  for  the  improvement  of  waterways,  from  1802  to  the 
present  year,  the  total  of  such  appropriations  to  June  30,  1921,  being 
more  than  $1,057,000,000,  of  which  approximately  $500,000,000  was  for 
inland  waterways. 

That,  after  a  great  expansion  and  development,  culminating  about 
1S70,  transportation  on  inland  waterways  has  declined  almost  to  the 
vanishing  point  and  that  this  decline  was  caused  chiefly  by  unfair 
railway  competition. 

That  the  panic  of  1907  was  fundamentally  due  to  inadequate 
transportation  facilities. 

That  there  is  a  growing  recognition  of  the  necessity  for  the 
restoration  and  development  of  inland  water  transportation  as  indi- 
cated by  quotations  from  utterances  of  President  Roosevelt,  Presi- 
dent Wilson  and  the  Commission. 

That  a  sub-committee  on  transportation  legislation,  organized 
by  the  National  Rivers  and  Harbors  Congress,  with  the  assistance 
of  commercial  organizations  throughout  the  country,  prepared  pro- 
visions designed  to  promote  the  restoration  of  water  transportation 
and  the  co-ordination  of  rail  and  water  traffic,  and  that  the  greater 
part  of  the  provisions  so  prepared  were  included  in  the  Transporta- 
tion Act  of  1920. 

That  in  Section  500  of  the  Transportation  Act  of  1920.  it  is 
•specifically  declared  to  be  the  policy  of  Congress  "to  promote,  en- 
icourage  and  develop  water  transportation  *  *  "  and  to  foster  and 
preserve  in  full  visor  both  rail  and  water  transportation." 

That  properly  developed  and  co-ordinated  transportation  facilities 
result  in  the  development  of  Industry  and  commerce  and  the  up- 
l.uilding  of  national  prosperity,  as  indicated  by  the  great  excess  of 
the  foreign  commerce  of  Germany  over  that  of  the  United  States 
.during  the  20  years  ending  with  1913. 

That  the  intention  of  Congress  to  bring  about  the  co-ordination 
•of  rail  and  water  traffic  is  shown  by  legislation  giving  the  Cpmmis- 
.sion  power  to  compel  the  establishment  of  physical  connection  be- 
tween the  lines  of  rail  carriers  and  the  docks  of  water  carriers;  to 
establish  through  rates  and  maximum  joint  rates  between  and  over 
:such  rail  and  water  lines;  and  to  establish  maximum,  minimum  or 
maximum  and  minimum  proportional  rates  by  rail  to  and  from  ports 
to  which  traffic  is  brought,  or  from  which  it  is  taken,  by  water 
carriers. 

That  the  interest  of  Congress  in  the  re-establishment  of  inland 
water  transportation  is  further  indicated  by  legislation  directing  the 
Secretary  of  War  to  continue  the  operation  of  government-owned 
boat  and  barge  lines  which  were  created  for  use  during  the  war. 

That  the  Commission  has  approved,  and  there  are  now  in  effect, 
through  routes  and  joint  rates  to  and  from  New  Orleans  and  to  and 
from  Mobile  over  a  very  large  territory  in  connection  with  the  gov- 
ernment barge  lines  on  the  Mississippi  and  Warrior  rivers. 

That,  without  co-ordination  between  rail  carriers  and  water  car- 
riers, it  is  impossible  to  secure  the  development  of  transportation 
upon  our  inland  waterways  in  sufficient  volume  to  make  a  proper 
return  upon  the  expenditures  incurred  for  their  Improvement. 

That  the  expenditures  made  up  to  June  30,  1920,  for  the  improve- 
ment of  the  Ohio  and  Great  Kanawha  rivers  amount,  in  round  num- 
bers, to  $67.000,000;  that  it  will  require  about  $20,000,000  more  to 
complete  the  approved  project  for  locks  and  dams  upon  the  Ohio 
river;  and  that,  in  addition,  there  has  been  expended  for  mainte- 
nance and  for  the  operation  and  care  of  locks  and  dams  upon  the 
two  rivers  named  almost  $14,000,000. 

That  in  the  absence  of  co-ordination  of  rail  and  water  traffic, 
those  who  live  at  inland  points  are  compelled  to  bear  a  portion  of 
the  cost  of  improved  waterways  and  at  the  same  time  are  denied 
all  participation  in  the  benefits  resulting  from  such  improvements. 

In  conclusion  it  is  respectfully  submitted  that:  Refusal  to  ap- 
prove D.  T.  &  I.  Tariff  No.  I.  C.  C.  402,  would  be  equivalent  to  say- 
int;  to  the  said  railroad  company:  "We  will  not  allow  you  to  do, 
voluntarily,  that  which  we  have  authority  to  compel  you  to  do  against 
your  will." 

That  such  refusal  would  be  contrary  to  the  public  interest,  which 
urgently  requires  the  fullest  possible  development  of  transportation 
upon  our  inland  waterways  and  the  widest  possible  distribution  of 
the  benefits  of  improved  waterways  through  the  co-ordination  of 
rail  and  water  traffic. 

That  such  refusal  would  constitute  a  failure  by  the  Commission 
to  carry  out  the  mandate  of  Congress,  especially  as  expressed  in 
Section  500  of.  and  the  amendments  to  the  Interstate  Commerce  Act 
included  in.  the  Transportation  Act  of  1920.  Per  contra, 

That  approval  of  the  said  tariff  will  stimulate  the  movement  of 

'    by    water    and    lower    Its    cost    at    points    of    large    consumption; 


will  Increase  traffic  upon  the  Ohio  river  and  Its  tributaries;  will  en- 
courage Investment  In  boats,  barges  and  terminal  facilities;  and  will 
thus  contribute  materially  toward  changing,  from  an  unproductive 
to  a  productive  Investment,  the  large  expenditure  which  has  been 
made  by  the  Government  for  the  Improvement  of  the  Ohio  river 
That  approval  of  said  tariff  would  carry  out  the  plainly  expressed 

That  Industry  would  be  developed,  commerce  Increased  and  na- 
tional prosperity  promoted  If  the  Commission,  In  addition  to  approv- 
ing the  specific  tariff  under  consideration,  should,  of  Its  own  motion 
make  use  of  the  authority  conferred  upon  It  by  Congress,  and  estah- 
Ish  through  routes,  and  Joint  or  proportional  rates  at  every  point 
in  the  United  States  where  Interchange  of  traffic  between  carriers 
luittnabtf.  carrlers  b*  water  ls  Physically  possible  and  economically 


PETROLEUM  MOVEMENT  BY  RAIL 

The  American  Petroleum  Institute  has  laid  before  the  rail- 
road executives  a  statement  telling  them  that,  If  they  desire  to 
hold  their  traffic  in  petroleum  and  Its  products  in  competition 
with  carriers  by  water,  by  pipe  line  and  by  truck,  they  must 
arrange  for  a  material  reduction  in  rates  on  crude  and  its  prod- 
ucts. The  statement  was  prepared  by  Fayette  B.  Dow,  chair, 
man  of  the  Institute's  rate  committee.  Mr.  Dow,  in  the  meeting 
of  railroad  and  oil  traffic  men  with  Traffic  Director  Hardie 
about  a  month  ago,  when  rates  by  combination  on  the  Missis- 
sippi and  Ohio  rivers  were  under  consideration,  told  the  rail- 
road traffic  men  that  he  was  preparing  data  to  show  them  that 
because  of  the  high  rates  on  crude  and  its  products  they  were 
hauling  only  a  small  percentage  of  petroleum  and  its  products. 

In  the  statement  laid  before  the  executives,  Dow  estimated 
that  the  railroads  were  hauling  only  26.5  per  cent  of  crude  and 
refined  oils  that  are  transported,  but  9.3  per  cent  of  the  crude 
moved,  and  only  51.4  per  cent  of  the  refined  products.  The  rest 
is  being  hauled  by  other  facilities  of  transportation.  These  fig- 
ures were  taken,  Mr.  Dow  said,  from  the  reports  of  the  Geo- 
logical Survey,  the  Bureau  of  Mines  and  the  reports  made  to  the 
Interstate  Commerce  Commission  by  the  railroads. 

In  reviewing  the  facts  which  led  him  to  assert  that  petro- 
leum is  using  facilities  of  transportation  other  than  the  rail- 
roads, Dow's  report  said: 

One  company  reports  for  the  year  1920  part  of  its  deliveries  of 
petroleum  products  by  barge  to  points  in  official  classification  terri- 
tory from  Maine  to  Illinois  amounting  to  more  than  200,000  tons,  and 
says: 

"This  would  equal  6,796  tank  cars,  at  30  tons  per  car.  To  put 
this  in  another  way,  because  of  the  excessively  high  short  haul 
petroleum  rates  by  rail,  or  because  the  railroads  have  not  recognized 
competitive  methods  of  transportation  in  adjusting  their  short  haul 
petroleum  rates,  they  have  lost  wholly  or  in  part  the  shipment  of 
6,796  loaded  tank  cars." 

A  company  which  does  a  large  business  in  the  Southeast  has 
substantially  readjusted  its  whole  transportation  service  by  the  estab- 
lishment of  a  larger  number  of  bulk  stations  which  can  be  reached 
by  water  facilities.  A  study  of  the  old  and  new  movements  to  85 
stations  located  in  one  state  shows  it  has  reduced  an  average  rail 
haul  of  708.6  miles  to  an  average  haul  of  218.3  miles.  It  summarizes 
one  result  of  this  change  by  saying: 

"The  loss  to  long  haul  rail  carriers  on  shipments  to  these  85 
points  approximates  1,000  tank  cars  of  50,000  pounds  each  for  the 
first  six  months  of  this  year." 

An,etfter  company  formerly  shipped  75  to  100  tank  cars  of  gaso- 
line per  weefc  (3  to  4  solid  train  loads),  from  an  interior  refinery  to 
a  single  consuming  center.  All  of  this  gasoline  is  now  moving  by 
barge. 

Commerce  Reports  of  July  19,  1921,  issued  by  the  Department  of 
Commerce,  states  that  for  the  quarter  ending  June  30.  1920,  94,766 
tons  of  oil  were  shipped  westbound  through  the  Sault  Ste  Marie 
Canals,  while  for  the  same  quarter  this  year  163,935  tons  were  shipped, 
an  increase  of  73  per  cent.  This  means  a  movement  by  water  in 
three  months  of  about  5,919  carloads,  the  increase  in  that  period 
this  year  over  last  amounting  to  2,498  carloads. 

Supplementing  the  use  of  water  transportation,  there  has  been 
a  great  increase  in  short  haul  transportation  by  motor  trucks.  Our 
records  show  that  deliveries  in  substantial  volume  from  bulk  sta- 
tions are  being  made  for  distances  ranging  from  25  to  60  miles. 

We  shall  refer  to  one  illustration,  omitting  the  names  of  the 
points  of  origin  and  destination.  One  company  says: 

"Within  the  past  year  we  have  made  exhaustive  experiments  in 
respect  to  the  transportation  of  petroleum  by  motor  truck.  We  find 
that  we  can  operate  an  1,800-gallon  capacity  motor  truck  for  a  dis- 
tance of  25  miles  in  one  direction,  or  50  miles  for  the  round  trip 
at  a  cost  of  %  cent  per  gallon — 7%  cents  per  100  pounds.  To  illus- 
trate the  foregoing  we  can  supply  "A"  at  less  than  7%  cents  per 
100  pounds  by  motor  truck  from  "B,"  as  against  a  rail  rate  of  14% 
cents — or  "C"  at  less  than  7'^  cents  per  100  pounds  by  motor  truck 
from  "D,"  as  against  a  rail  rate  of  12.5  cents.  Within  the  next  year 
we  will  be  supplying  all  points  by  motor  truck  from  "B"  and  "D" 
at  distances  up  to  at  least  25  miles  in  each  direction.  This  will 
practically  mean  that  the  rail  carriers  will  not  be  getting  a  part 
haul  or  any  part  of  our  movement  from  stations  supplied  by  barge 
if  the  short  haul  rates  are  not  materially  reduced." 

Dow  said  that  while  pipe  line  transportation  was  the  most 
economical  for  crude,  nevertheless  there  were  refineries  that 
must  use  railroads  for  crude.  However,  the  increases  for  short 
hauls  had  forcd  a  number  of  such  companies  to  construct  short 
pipe  lines.  One  such  pipe  line  had  taken  $40,000  a  month  from 
official  classification  terrltoy  roads.  Best  refined  products  were 
also  sent  by  pipe  line.  On  that  point  Dow  said: 

There  is  a  pipeline  which  now  transports  refined  oil  from  re- 
fineries in  western  Pennsylvania  to  the  Atlantic  seaboard.  That  Its 
total  movement  is  substantial  is  indicated  by  the  fact  that  one  com- 
pany reports  receipts  through  this  line  amounting  to  approximately 
40,000  tons  per  month.  The  further  extension  of  pipeline  transporta- 
tion for  refined  oils  from  Interior  refineries  is  not  beyond  the  possi- 
bilities of  the  future. 
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FOURTH  SECTION  HEARINGS 

The   Traffic   World    Washington  Bureau 

A  scrutiny  of  the  whole  fourth  section  situation  on  the  Pa- 
cific coast  is  to  be  begun  by  the  Commission  November  21,  when 
Examiner  R  V.  Pitt  will  begin  hearings  on  reopened  fourth 
slct£n  applications  and  old  orders,  as  well  as  on  new  applica- 

UOnThis  examination  of  the  situation  has  been  brought  about 
bv  the  recei  t  of  many  applications  from  carriers  and  their 
tariff  puffing  agents  "for  fourth  section  permission  to  reduce 


e  the  hearing  is  to  be  held,  and 

the  purposes  for  which  made,  are  as  follows: 


points.  Southern   Pacific  Co.    for  authority    to   establish 


to  establish 


raates'conte"mrrioaraneo3usfy  maintained'1  on  Hke  traffic  from  and  to  inter- 
mediate points. 

No    11801    of  the  Southern  Pacific  Co.   for  authority   to  establi 
„„  "•„   ""^H   rVork  and  beans,   in  straight  or  mixed  carlo?f^m^n 

Brook- 
on  like 

traffic 'from"  and  to  intermediate  points. 

No  11810,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  linoleum,  matting,  oil  cloth  and  carpet  limns  from  San  *•  ran- 
cisco  and  Oakland,  Calif.,  to  PortlancJ.  East  Portland  and  Brook  lyn, 
Ore  ,  lower  than  the  rates  contemporaneously  maintained  on  like 
traffic  from  and  to  intermediate  points. 

No  11811,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  paints  and  varnishes  from  San  Francisc  Calif.,  to  Los  Ange- 
les, Calif.,  lower  than  the  rates  contemporaneously  maintained  on  like 
traffic  from  and  to  intermediate  points. 

No  11829  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  cottonseed  oil  from  Los  Angeles,  Calif.,  to  San  Francisco, 
Calif.,  lower  than  the  rates,  contemporaneously  maintained  on  like 
traffic  from  and  to  intermediate  points. 

No  11830,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  cocoanut  oil  from  San  Francisco  and  Oakland,  Calif  to  Los 
\ngeles,  Calif.,  lower  than  the  rates  contemporaneously,  maintained 
on  like  traffic  from  and  to  intermediate  points. 

No  11866  of  Agent  F.  W.  Gomph  for  authority  to  continue  rates 
on  flue  dust  from  Tacoma,  Wash.,  to  Selby,  Calif.,  lower  than  the 
rates  contemporaneously  maintained  on  like  traffic  from  and  to  inter- 
No  11920  'of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  lard  and  lard  substitutes  between  Los  Angeles,  San  Fran- 
cisco and  South  San  Francisco,  Calif. ;  and  from  Los  Angeles  to  Oak- 
land and  Emeryville,  Calif.,  lower  than  the  rates  contemporaneously 
^maintained  on  like  traffic  from  and  to  intermediate  points. 

No.  11921,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  rice  from  San  Francisco,  Calif.,  to  Los  Angeles.  Calif.,  lower 
than  the  rates  contemporaneously  maintained  on  like  traffic  from  and 
to  intermediate  points. 

No.  11934,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  inedible  animal  grease  between  San  Francisco,  Oakland  and 
Los  Angeles,  Calif.,  lower  than  the  rates  contemporaneously  main- 
tained on  like  traffic  from  and  to  intermediate  points. 

No.  11935,  of  Agent  F.  W.  Gomph  for  authority  to  establish  rates 
on  ferro  manganese  from  Seattle  and  Tacoma,  Wash.,  to  San  Fran- 
cisco and  Oakland,  Calif.,  lower  than  the  rates  contemporaneously 
maintained  on  like  traffic  from  and  to  intermediate  points. 

No.  11951,  of  Agent  F.  W.  Gomph  for  authority  to  establish  rates 
on  manganese  ore,  carloads,  from  Phillipsburg,  Mont.,  to  San  Fran- 
cisco a.nd  Oakland,  Calif.,  lower  than  the  rates  contemporaneously 
maintained  on  like  traffic  from  and  to  intermediate  points. 

No.  11962.  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  lime  rock,  crushed,  ground  or  powdered,  in  packages,  from 
Bullard,  Calif.,  to  Portland,  East  Portland,  and  Brooklyn,  Ore.,  lower 
than  the  rates  contemporaneously  maintained  on  like  traffic  from  and 
to  intermediate  points. 

No.  11963,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  paper,  newsprint,  tissue,  toilet,  tailor,  pattern  and  wrapping, 
etc.,  from  Salem,  Ore.,  to  Palo  Alto,  Santa  Clara,  Los  Angeles,  and 
other  points  in  California  lower  than  the  rates  contemporaneously 
maintained  on  like  traffic  from  and  to  intermediate  points. 

No.  11990,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  .cottonseed  oil,  in  tank  cars,  or  in  packages,  from  Ix>s  Ange- 
les, Calif.,  to  Oakland,  Calif.,  lower  than  the  rates  contemporaneously 
maintained  on  like  traffic  from  and  to  intermediate  points. 


No.  12037,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  syrup  and  molasses  from  Portland,  East  Portland  and  Brook- 
lyn, Ore.,  to  San  Francisco  and  Oakland,  Calif.,  lower  than  the  rates 
contemporaneously  maintained  on  like  traffic  from  and  to  intermedi- 
ate points. 

No.  12044,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  oils,  viz.,  chinawood  oil,  fish,  nut  and  soya  bean  oils,  from 
San  Francisco  and  Oakland,  Calif.,  to  Los  Angeles,  Calif.,  lower  than 
the  rates  contemporaneously  maintained  on  like  traffic  from  and  to 
intermediate  points. 

No.  12046,  of  the  Southern  Pacific  Co.  for  authority  to  establish 
rates  on  soap  from  Portland.  East  Portland  and  Brooklyn,  Ore.,  to 
San  Francisco,  Sacramento.  Fresno  and  Los  Angeles,  Calif.,  lower 
than  the  rates  contemporaneously  maintained  on  like  traffic  from  and 
to  intermediate  points. 


TIME  FOR  FILING  CLAIMS 

The    Traffic    World    Washington   Bureau 

Representative  Winslow,  chairman  of  the  House  committee 
on  interstate  and  foreign  commerce,  said,  August  16,  that  action 
would  not  be  taken  by  the  committee  before  the  Congress  re- 
cesses, on  the  proposed  legislation  for  extending  the  time  for 
the  filing  of  straight  overcharge  claims  with  the  Commission. 
The  Senate,  in  June,  passed  a  bill  (S.  621)  extending  the  time 
for  the  filing  of  straight  overcharge  claims  on  shipments  mov 
ing  during  federal  control  to  March  1,  1922.  Mr.  Winslow  ex- 
pressed the  belief,  however,  that  legislation  extending  the  time, 
would  be  put  through  later. 

"There  are  undoubtedly  many  misgivings  on  the  part  of 
shippers  who  have  overcharge  claims  against  the  Railroad  Ad- 
ministration because  of  their  fear  of  being  unable  to  file  their 
claims  with  the  Commission,"  said  Chairman  Winslow,  when 
asked  for  a  statement  as  to  the  status  of  the  Senate  bill.  "A 
bill  to  extend  the  time  will  be  considered  by  the  interstate  and 
foreign  commerce  committee  undoubtedly  late  in  the  session. 
Emergency  legislation,  which  has  been  forced  on  the  committee, 
however,  thus  far  has  precluded  the  possibility  of  consideration 
of  the  matter. 

"It  would  seem  as  if,  in  fairness  to  everybody,  the  bill  should 
be  ultimately  reported  by  the  committee  and  passed  by  the 
House,  making  retroactive  provisions  for  those  who  may  have 
been  unable  to  file  the  claims  under  existing  laws." 

The  longer  final  passage  of  the  Senate  bill  is  delayed,  it  is 
pointed  out,  the  shorter  will  be  the  time  left  for  filing  claims 
prior  to  March  1,  1922,  provided  that  date  is  not  extended  by 
the  House. 


LOADING  OF  REVENUE  FREIGHT 

The   Traffic    World    Washington   Bureau 

A  reduction  of  11,789  in  the  number  of  cars  loaded  with 
revenue  freight  during  the  week  which  ended  on  Aug.  6,  com- 
pared with  the  preceding  week,  was  shown  by  reports  by  the 
car  service  division  of  the  American  Railway  Association. 

The  total  for  the  week  was  784,781  cars,  which  was  a  de- 
crease of  150,949  cars  compared  with  the  corresponding  week 
last  year,  and  87,292  cars  under  that  for  the  corresponding 
week  in  1919. 

Tabulations  show  that  the  decrease,  compared  with  the  pre- 
vious week,  was  due  principally  to  a  falling  off  in  the  loading 
of  grain  and  grain  products  together  with  a  reduction  in  the 
number  of  cars  loaded  with  coal  and  merchandise  and  miscel- 
laneous freight,  which  includes  manufactured  products. 

The  loading  of  grain  and  grain  products  totaled  58,622  cars, 
which  was  7,794  cars  below  the  total  for  the  week  before,  but 
it  was  21,478  cars  in  excess  of  that  for  the  corresponding  week 
in  1920.  A  tapering  off  in  the  movement  of  grain  and  grain 
products,  however,  is  to  be  expected  from  now  on,  in  view  of 
the  fact  that  the  harvest  season  is  rapidly  drawing  to  a  close 
in  the  middle  west. 

A  reduction  of  3,816  cars  was  also  reported  in  the  number 
loaded  with  coal  during  the  week,  compared  with  the  week 
before  the  total  being  147,273  cars.  This  was  51,456  cars  less 
than  were  loaded  during  the  corresponding-  week  last  year. 
Loadings  of  merchandise  and  miscellaneous  freight  were  472,540 
cars  or  2,241  cars  less  than  were  loaded  during  the  previous 
week  and  49,693  cars  below  the  total  for  the  same  week  in  1920. 

An  increase  of  1,252  cars  wes  reported  in  the  loading  of 
live  stock,  which  totaled  26,610  cars  while  coke  loadings  were 
4,218  cars,  an  increase  of  107  cars  over  the  week  before.  Re- 
ports showed  32,058  cars  loaded  with  ore,  which  was  an  increase 
within  a  week  of  1,955  cars.  A  total  of  43,460  cars  were  loaded 
with  forest  products,  which  was  a  decrease  of  1,252  cars  com- 
pared with  the  week  before. 

Except  for  grain  and  grain  products  and  live  stock,  de- 
creases were  reported  in  the  number  of  cars  loaded  with  all 
classes  of  commodities  during  the  week  compared  with  the  cor- 
responding week  in  1920. 

The  Pocahontas  and  Northwestern  districts  were  the  only 
ones  to  show  an  increase  in  the  loading  of  all  commodities  com- 
pared with  the  previous  week,  while  the  Southwestern  was  the 
only  district  to  show  an  increase  over  the  corresponding  week 
last  year. 

Loading  by  districts  in  the  week  ended  August  6  and  the 
corresponding  week  of  1920  was  as  follows: 
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Kasteni  di.sirici:  Grain  and  grain  products,  9,174  and  6,906; 
live  stuck,  i',i;:m  ;ind  2,747;  coal,  39,290  and  53,840;  coke,  909  and 
;;;rjS;  forest  products,  4,430  and  7,893;  ore,  2,029  and  9,860;  mer- 
chant! isr,  L.  C.  L.,  55,073  and  45,631;  miscellaneous,  74,907  and 
99,859;  total,  1921.  188.442;  1920.  230,054;  1919.  219,150. 

Allegheny  district:  Grain  and  grain  products,  3,566  and 
8,203;  live  stock.  2,934  and  3,263;  coal,  42,604  and  59,987;  coke, 
2,221  and  r.,480;  forest  products,  2,097  and  3,207;  ore,  7,068  and 
11  'iS.V  merchandise,  L.  C.  L.,  42,531  and  37,030;  miscellaneous, 

'  l  and  68.841;  total,  1921,  152,532;  1920,  192,994;  1919,  196,334. 
l-ociihontas  district:    Grain  and  grain   products,  222  and  213; 
liv   stock,   155  and  212;    coal,   16,506  and   25,093;    coke,   15   and 
forest    products,  1,087  and  1,740;   ore,  9  and  193;   merchan- 
dise   1.    C.    I...  2,489  and  2,805;    miscellaneous,  4,741   and  6,425; 
total,   1!r_-i.  LT.,224;   1920,  37,334;   1919,  29,609. 

southern   district:    Grain   and   grain   products,  3,961   and   3,- 

live  stock,   1,805  and   2,052;    coal,   19,664  and  26,581;    coke, 

244  and   1,436;   forest  products,  13,502  and  16,784;    ore,  221  and 

2770;    merchandise,   L.  C.   L.,   35,260  and   33,791;    miscellaneous, 

355  and  41,000;   total,  1921,  108,512;   1920,  127,446;    1919,  122,- 

978. 

Northwestern  district:  Grain  and  grain  products,  13,268  and 
s  I ::'.»;  live  stock,  7,126  and  6,864;  coal,  7,790  and  10,281;  coke, 
i:;i.  and  1,321;  forest  products,  11,310  and  17,510;  ore,  21,408 
and  45.740;  merchandise,  L.  C.  L..  28,332  and  30,491;  miscel- 
laneous, 33,675  and  38,649;  total,  1921,  123,345;  1920,  158,995; 
l!U!i.  123,840. 

Central  Western  district:  Grain  and  grain  products,  20,792 
and  11,523;  live  stock,  9,020  and  8,499;  coal,  17,070  and  17,702; 
coke,  184  and  414;  forest  products,  4,960  and  6,133;  ore,  560  and 
16;  merchandise,  L.  C.  L.,  29,939  and  31,208;  miscellaneous, 
40039  and  43,829;  total,  1921,  122,564;  1920,  125,014;  1919,  124,- 
.;:::;. 

Southwestern  district:  Grain  and  grain  products,  7,630  and 
4.128;  live  stock,  2,940  and  2,567;  coal,  4,349  and  5,245;  coke, 
209  and  138;  forest  products,  6,074  and  7,903;  ore,  763  and  638; 
merchandise,  L.  C.  L.,  15,712  and  17,115;  miscellaneous,  26,476 
and  25,559;  total,  1921,  64,162;  1920,  63,293;  1919,  55,529. 

Total,  all  roads:  Grain  and  grain  products,  58,622  and  37,144; 
live  stock,  26,610  and  26,204;  coal,  147,273  and  198,729;  coke, 
1.218  and  13,370;  forest  products,  43,460  and  61,170;  ore,  32,058 
and  76,880;  merchandise,  L.  C.  L.,  209,336  and  198,071;  miscel- 
laneous, 263,204  and  324,162;  total,  1921,  784,781;  1920,  935,730; 
1919,  872,073. 

I-.  C'.  I,,  merchandise  leading  figures  for  1921  and  1920  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  L..  C.  L,. 
freight  and  miscellaneous  of  1!)20.  Add  merchandise  and  miscellaneous 
tlgm-i's  to  pet  a  fair  comparison. 


erage  dally  shortage  wax  3,364  care,  ait  compared  with  3,905  In 
i  In-  preceding  week. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  83,671;  ventilated  box,  1,722;  auto  and  furniture, 
3,200;  Hat,  12,471;  gondola,  98,089;  hopper,  54,685;  coke,  11,403; 
S.  D.  stock,  11,714;  D.  D.  stock,  623;  refrigerator,  11,064;  tank, 
734  miscellaneous,  8,408. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  3,198;  auto  and  furniture,  5;  gondola,  43;  hopper, 
23;  S.  D.  stock,  23;  D.  D.  stock,  5;  refrigerator,  45. 

The  total  number  of  bad  order  cars  on  August  1  was  376,417, 
or  16.3  per  cent  of  the  total  on  line,  as  compared  with  15.9  per 
cent  on  July  15,  according  to  compilations  made  by  the  car  serv- 
ice division  of  the  American  Railway  Association  from  reports 
of  carriers. 

The  percentage  of  box  cars  in  bad  order  as  of  August  1 
was  18.2,  as  against  17.8  on  July  15;  of  gondolas,  15.2  per  cent 
on  August  1,  as  against  14.7  on  July  15;  of  flat  cars,  13.1  per 
cent  on  August  1.  No  previous  figure  was  given  for  flat  cars. 

The  per  cent  of  home  cars  on  home  roads  on  August  1  was 
72.9. 

The  percentages  of  freight  cars  on  line  to  ownership  as  of 
August  1  for  the  several  districts  were  as  follows:  Eastern, 
98.4,  as  against  105.3  a  year  ago;  Allegheny  district,  99.3,  as 
against  105.6  a  year  ago;  Pocahontas  district,  92.9,  as  against 
71.6  a  year  ago;  Southern  district,  95.4,  as  against  92.1  a  year 
ago;  Western  district,  99.7,  as  against  97.6  av  year  ago;  all  dis- 
tricts, 98.4,  as  against  99.4  a  year  ago;  Canadian  roads,  96,  as 
against  92.7  a  year  ago. 


SUMMARY  OF  CAR  CONDITIONS 

The    Traffic    World    Washington   Bureau 

In  the  semi-monthly  summary  of  general  conditions  as  of 
August  12,  issued  by  the  car  service  division  of  the  American 
Railway  Association,  M.  J.  Gormley,  chairman,  said: 

Box  cars:  Surplus  cars  decreased  35,426  or  26  per  cent  during  the 
last  two  weeks  of  July  and  localized  shortages  have  developed  at  cer- 
tain pointy  in  the  southwest.  Grain  loading  In  the  central  western 
And  southwestern  districts  during  this  period  has  exceeded  all  previous 
records.  It  is  gratifying  to  note,  however,  that  the  decrease  in 
surplus  cars  is  general  throughout  the  entire  country,  although  more 
pronounced  in  the  two  districts  mentioned.  In  connection  with  this 
increased  loading,  it  is  very  important  that  special  attention  be  given 
to  selection  and  placing  of  cars  to  insure  full  compliance  with  car 
-I't-vice  rules.  Special  emphasis  should  be  placed  on  the  observance 
of  the  junction  rule.  In  loading  to  agricultural  territory,  select  cars 

tr  as  possible  that  are  suitable  for  grain  or  can  be  made  fit  with 
light  repairs. 

Automobile  cars:  Little  change  in  the  demand.  Cars  of  this  type 
should  be  worked  home  or  into  automobile  producing  territory  as 
requirements  may  necessitate. 

Ventilated  box  cars:  Light  demand  at  present.    Handle  as  required 

ules. 

Stock   cars:    Loading  of  range   cattle   in   west   and   southwest   in- 

*ing  rapidly,  with  prospects  for  heavy  demands  soon.  Return 
to  owners  promptly  and  report  any  surplus  available  for  gen- 
eral distribution. 

Refrigerator  cars:  There  is  still  a  full  supply  of  refrigerator  cars 

ill  perishable  loading.  The  Georgia  movement  and  the  southern 
fruit  and  vegetable  movement  are  practically  over  and  refrigerators 

now  en  route  to  the  northwest  for  the  fruit  crops  which  are  com- 

'•ing  to  move  from  that  section.  Demands  will  increase  materially 
('nun  now  on  throughout  the  north  and  west  and  all  railroads  should 
place  their  refrigerators  in  condition  so  they  may  be  used  for 
perishable  loading  as  needed. 

Open  top  cars:  Bituminous  coal  production  continues  almost  sta- 
iv.  I, ut  overseas  export  dumping  is  declining  rapidly.  Production 

wrt-k  ending  July  30  was  7,361,000  tons.  The  surplus  open  top 
is  of  July  31  totaled  162,623  as  compared  with  163,061  July  8. 

Flat  cars:  The  number  of  flat  cars  reported  as  surplus  continues  to 
decrease,  and  at  a  rate  indicating  a  fair  increase  in  loading.  Flat  cars 
should  be  loaded  to  fullest  possible  extent  to  or  in  direction  of  owner. 
Surplus  cars  should  lie  disposed  of  in  accordance  w'th  car  service  rules. 

CAR  SURPLUS  ANb  SHORTAGE 

The   Traffic   World    Washington   Bureau. 

The  average  daily  surplus  of  freight  cars  in  the  period  Au- 
gust 1  to  8  was  297,784,  as  compared  with  321,781  in  the  pre- 
ceding week,  according  to  reports  made  to  the  car  service  divi- 
sion of  the  American  Railway  Association  this  week.  The  av- 


TELEPHONE  REVENUES 

The    Traffic    World    Washington   Bureau 

Telephone  companies  having  annual  operating  revenues  in 
excess  of  $250,000  had  an  operating  income  of  $9,767,968  in  May 
as  against  $6,874,479  in  May,  1920,  according  to  a  summary  of 
68  monthly  reports  made  to  the  Commission.  Revenues 
amounted  to  $45,342,595  as  against  $40,769,671  in  May,  1920,  and 
expenses  amounted  to  $32,218,703  as  against  $31,171,545  in 
May,  1920. 

For  the  five  months  ended  with  May  the  operating  income 
amounted  to  $44,667,321  as  against  $36,427,260  in  the  first  five 
months  of  1920.  Expenses  amounted  to  $159,058,878  as  against 
$146,738,418  in  the  1920  period,  and  revenues  amounted  to  $219,- 
259,919  as  against  $196,612,550  in  the  1920  period. 

COAL  PRODUCTION  REPORT 

The   Traffic    World    Washington   Bureau 

Bituminous  coal  dumped  into  vessels  at  Lake  Erie  ports 
from  the  beginning  of  the  season  this  year  to  August  6  totaled 
14,127,800  net  tons.  This  is  in  excess  of  the  amounts  dumped 
in  the  three  preceding  years,  the  totals  for  those  years  being 
as  follows:  1920,  7,561,610;  1919,  14,095,035;  1918,  12,876,700. 

In  the  week  ended  August  6,  according  to  the  weekly  report 
of  the  Geological  Survey,  under  date  of  August  13,  a  total  of 
708,981  tons  was  loaded  into  vessels  at  Lake  Erie  ports  as 
against  745,000  tons  in  the  preceding  week. 

"A  slight  but  unbroken  decline  continues  to  mark  the  pro- 
duction of  soft  coal,"  the  survey  said.  "The  total  output,  during 
the  first  week  of  August,  is  estimated  at  7,296,000  net  tons,  a 
decrease  of  56,000  tons  from  that  of  the  week  preceding.  In 
the  corresponding  week  of  1918  the  output  was  12,130,000  tons, 
and  a  year  ago  it  was  10,432,000  tons. 

"Reports  on  the  all-rail  movement  to  New  England  show  a 
decline  in  the  quantity  of  coal  shipped  over  the  Hudson.  During 
the  week  ended  August  6,  2,609  cars  of  anthracite  and  2,780  cars 
of  soft  coal  were  forwarded. 

"June  receipts  of  both  anthracite  and  bituminous  coal  in 
New  England  showed  an  increase.  According  to  reports  received 
from  the  Massachusetts  Fuel  Administration,  a  total  of  1,072,445 
tons  of  anthracite  was  delivered  at  New  England  destinations, 
of  which  386,845  came  by  tide  water  and  685,600  by  rail.  Re- 
ceipts of  bituminous  coal  were  758,960  tons  by  tide  and  799,156 
tons  by  rail,  a  total  of  1,558,116. 

"Tidewater  movement  fell  off  sharply  during  July,  when 
3,601,000  net  tons  of  soft  coal  were  dumped  over  the  North  At- 
lantic piers.  Compared  with  the  total  dumpings  for  May,  this 
was  a  decrease  of  891,000  tons,  or  nearly  20  per  cent.  Slackening 
of  foreign  demand  which  came  with  the  settlement  of  the  Brit- 
ish miners'  strike,  resulted  in  a  decline  in  exports  from  2,040,000 
net  tons  in  June  to  1,387,000  tons  in  July.  Shipments  to  New 
England  totalled  673,000  tons." 

RAILROAD  COAL  BUYING 

The   Traffic    World    Washington   Bureau 

It  is  not  likely  that  the  railroads  will  do  any  considerable 
buying  of  coal  in  the  immediate  future,  as  suggested  by  the 
Commission  in  letters  sent  by  it  to  T.  DeWitt  Cuyler,  chair- 
man of  the  Association  of  Railway  Executives,  to  an  association 
of  public  utilities  companies,  and  the  heads  of  a  number  of  big 
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railroad  systems.    The  Commission  sent  the  letters  hoping  that, 
by    calling    attention    of    the    railroads    to    conditions,    i 
persuade  some  of  them  to  buy  more  coal  and  thereby  accomplish 
a  two-fold  object—namely,  the  stimulation  of  coal  mining  and, 
second    the  elimination  of  carrier  fuel  cars  if  an  extraordinary 
demand    for    coal   equipment    should    come    later    by    reason    < 
a  realization  on  the  part  of  other  users  of  coal  that  they  had 
better  take  steps  to  replenish  their  supplies. 

The  Commission  has  made  public  a  summary  of  answers 
received  by  it  from  about  fifty  railroads  as  to  supplies  of  coal 
on  August  1.  In  a  general  way,  the  carriers  said,  they  had 
a  fair  reserve  on  hand  and  that  they  would  not  increase 
because  they  needed  money  for  other  purposes  or  because  they 
had  no  money  to  use  in  buying  coal  or  doing  anything  else  other 
than  paying  current  operating  expenses. 

The  Pennsylvania  System,  according  to  the  letter  sent  to 
the  Commission,  had  on  hand  supplies  for  eight  days  and  did 
not  intend  to  increase  that  supply  because  there  was  at  the 
time  of  the  writing  of  the  letter  an  ample  supply  of  cars  and 
a  lack  of  money. 

The  New  York  General  had  on  hand  779,113  tons,  sufficient 
to  keep  its  engines  going  for  30  days.  In  addition  it  had  con- 
tracts calling  for  the  delivery  of  155,000  tons  in  August. 

The  Great  Northern  had  340,000  tons  and  orders  for  28,000 
tons  a  week  and  also  400,000  tons  to  be  delivered  before  No- 
vember 1.  The  Union  Pacific  said  it  had  88,000  tons,  equal  to 
a  15  day  supply,  but  it  said  it  would  increase  its  reserve  to  155,- 
000  tons. 

Henry  Ford's  Detroit,  Toledo  &  Ironton  said  it  had  an 
"intention  to  adhere  so  far  as  possible  to  all  instructions  of 
I.  C.  C.  request." 

The  Burlington  said  it  had  on  hand  300,000  tons  and  would 
continue  storing  at  the  rate  of  20,000  tons  in  August.  The  C. 
&  N.  W.  said  its  contracts  called  for  146,000  tons  with  contracts 
for  354,000  tons  before  December  1. 

The  Atlantic  Coast  Line  said  it  had  on  hand  230,000  tons, 
equal  to  70  days'  supply,  and  that  its  contracts  were  sufficient  to 
carry  the  road  to  June  30,  1922.  The  Boston  &  Maine  had  on 
hand  275,000  tons  on  August  1,  equal  to  50  days'  supply. 

The  Southern  Pacific  on  August  1  had  on  hand  4,727,000 
barrels  of  fuel  oil.  It  also  had  a  3  months'  supply  on  the  Pacific 
coast  and  a  four  months'  supply  in  Texas  and  Louisiana  in 
storage.  It  said  it  did  not  anticipate  any  trouble  in  maintain- 
ing its  supply. 


Personal  Notes 


C.  W.  Coe  has  been  appointed  general  manager  in  charge  of 
operations  for  the  Wheeling  &  Lake  Erie  and  the  Lorain  &  West 
Virginia  railways,  at  Cleveland,  succeeding  F.  P.  Barr,  who  has 
been  appointed  manager  of  the  industrial  development  for  the 
same  roads  at  Cleveland. 

G.  H.  Ferguson  has  been  appointed  city  passenger  and 
freight  agent  for  the  San  Antonio,  Uvalde  &  Gulf  Railroad  at 
San  Antonio. 

H.  C.  Dinkins  has  been  appointed  general  agent,  freight  and 
passenger  departments,  of  the  Missouri  Pacific  Railroad  at  Mex- 
ico City. 

J.  A.  Little  has  resigned  from  the  Railroad  Administration's 
traffic  section  to  become  the  rate  man  for  the  Nebraska  state 
commission.  Prior  to  his  service  with  the  Railroad  Administra- 
tion, Mr.  Little  was  in  charge  of  rates  for  the  National  Associa- 
tion of  Railroad  and  Public  Utilities  Commissioners.  Before 
going  to  Washington  he  was  traffic  manager  at  Superior,  Wis., 
and  rate  expert  for  the  North  Dakota  commission. 

Roy  C.  Schultz,  assistant  traffic  manager  for  the  B.  F.  Good- 
rich Company  of  Akron,  O.,  died  August  10. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  third  annual  outing  and  corn  roast  of  the  York  Traffic 
Club,  of  York,  Pa.,  was  held  at  Three-Mile  Island,  on  the  Susque- 
hanna,  on  August  29.  The  trip  was  made  via  automobile  and 
steamer  and  the  program  included  sports  and  refreshments. 

At  the  next  meeting  of  the  University  of  California  Traffic 
Association,  which  will  be  held  in  the  San  Francisco  Chamber 
of  Commerce  assembly  hall,  August  23,  Seth  Mann,  attorney 
and  manager  for  the  Traffic  Bureau  of  the  chamber,  will  speak 
on  "The  Scope  and  Activities  of  the  Traffic  Bureau  of  the  San 
Francisco  Chamber  of  Commerce."  Chester  H.  Rowell,  railroad 
commissioner  of  the  state  of  California,  will  speak  on  "The 
Regulation  of  Public  Utilities." 

P.  R.  R.  LEASE  OF  P.  A.  &  W. 

The  Pennsylvania  Railroad  Company  has  been  authorized,  in 
finance  docket  No.  1410,  to  acquire  control  by  lease  of  the  Perth 
Amboy  &  Woodbridge  Railroad  Company.  The  Perth  Amboy  & 
Woodbridge  is  now  operated  by  the  Pennsylvania. 


CONDITION  OF  THE  RAILROADS 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  in  a  statement  issued  by  the 
Association  of  Railway  Executives  this  week,  discussed  the 
question:  "To  what  extent  are  the  railroads  prepared  at  present 
to  meet  a  sudden  revival  of  business?" 

"In  a  time  like  this  of  reported  car  surplus,  and  an  unprece- 
dented number  of  cars  awaiting  repair,"  said  he,  "this  question 
is  a  very  natural  one  to  be  asked  by  the  shipping  public  because 
it  is  of  such  vital  interest  in  relation  to  the  possibility  of  a  quick 
come-back  in  business,  such  as  the  .railroads  were  called  upon 
to  handle  during  the  summer  and  early  fall  of  1919. 

"The  total  revenue  freight  car  ownership  of  Class  1  railroads 
of  the  United  States  (those  listed  by  the  I.  C.  C.  as  having  gross 
annual  revenue  in  excess  of  $1,000,000)  was  on  July  1,  1921, 
2,342,823  cars.  The  corresponding  ownership  on  July  1,  1920, 
was  2,369,871,  or  a  net  loss  of  27,048  units  during  the  year. 

[This  latter  figure  does  not  necessarily  represent  a  complete  loss 
in  measurement  of  railroad  capacity,  for  with  the  process  of  equip- 
ment renewal,  which  is  constant,  the  carrying  capacity  of  the  newly 
acquired  cars  exceeds  that  of  those  dismantled.] 

"This  apparent  loss  is  further  offset  by  an  increase  in  the 
number  of  locomotives  available  for  service  during  the  year. 
There  were  owned  by  the  Class  1  roads  in  the  United  States 
as  of  July  1,  1921,  65,591  locomotives,  while  the  corresponding 
figure  for  July  1,  1920,  was  64,475,  or  a  net  gain  during  the  year 
of  1,116  in  number  of  locomotives  available  for  service. 

"This  gain  represents  not  only  increased  capacity  per  loco- 
motive available,  but  also  fills  the  greater  need  (as  compared 
with  cars)  for  increasing  transportation  capacity  of  the  railroads. 
Increased  power  will  handle  with  greater  efficiency  the  cars 
which  are  available  for  service,  while  to  increase  the  number  of 
cars  without  increasing  the  number  of  engines  will  but  add  to 
congestion  in  times  of  abnormal  business  activity. 

"That  the  railroads  are  continuing  to  re-equip  themselves 
with  freight  cars  and  locomotives  is  evidenced  by  the  record 
that  there  are,  as  of  July  1,  1921,  11,821  freight  cars  and  194 
locomotives  'on  order,'  the  majority  of  the  latter  being  intended 
for  freight  service." 

Referring  to  a  chart  showing  the  aggregate  number  of 
freight  cars  out  of  service,  either  by  reason  of  lack  of  business 
or  awaiting  repair,  from  1916  on  to  the  present,  Mr.  Gormley 
pointed  out  that  in  May  the  total  of  bad  order  and  surplus  cars 
reached  728,000,  or  30.7  per  cent  of  the  total  equipment  of  the 
carriers  of  the  United  States.  He  said  those  cars  were  earning 
nothing.  Continuing,  he  said: 

"Deducting  an  arbitrary  of  7  per  cent  allowance  as  a  normal 
number  of  cars  awaiting  repairs  under  prevailing  conditions,  we 
would  have  a  figure  very  close  to  24  per  cent  of  the  available 
equipment  now  idle  and  awaiting  commercial  demands  of  the 
country — in  round  numbers,  567,000  cars,  of  which  373,000  are 
all  ready  for  immediate  loading  and  194,000  are  held  in  bad- 
order  condition  until  demand  arises  for  their  use. 

"The  current  reports  of  revenue  freight  cars  loaded  indicate 
a  total  of  about  775,000  per  week.  The  greatest  average  car 
loading  heretofore  reported  in  the  last  four  years  under  the 
most  favorable  operating  conditions  and  during  a  period  of  car 
shortage  has  been  just  over  1,000,000  cars  per  week.  That  is, 
the  railroads  are  now  loading  and  handling  approximately  77.5 
per  cent  of  the  business  (expressed  in  cars)  that  they  have 
shown  that  they  are  capable  of  doing. 

"Given  the  stimulus  of  an  immediate  prospect  of  increasing 
business,  together  with  assured  financial  assistance,  railroads 
could  unquestionably  put  in  condition  all  cars  awaiting  repairs 
in  excess  of  7  per  cent  and  therefore  make  available,  as  traffic 
may  demand,  sufficient  equipment  to  load  and  handle  up  to  the 
past  maximum  records  of  performance.  It  is,  however,  firmly 
believed  that  current  efficient  operation  furnishes  ample  ground 
for  the  statement  that  the  railroads  operating  under  present 
conditions  (due  to  the  improved  morale  comparing  with  a  year 
ago,  for  example)  show  every  promise  of  an  ability  to  handle  in 
excess  of  the  1,000,000  cars  a  week  should  the  occasion  demand. 

[It  is  of  the  utmost  importance  that  the  shipping  public  should 
constantly  bear  in  mind  that  their  part  in  this  program  is  a  most  es- 
sential one  and  that  continued  .attention  must  be  given  to  the  maxi- 
mum use  of  equipment  in  matter  of  capacity  loading  and  in  prompt 
loading  and  unloading.  The  railroads  may  be  counted  upon  to  increase 
their  vigilance  toward  prompt  handling  of  cars  in  all  branches  of 
operation.] 

"That  the  railroads  have  not,  as  a  whole,  been  able  to  stem 
the  tide  of  increase  in  cars  reported  in  bad  order  is  reflected 
in  the  statement  for  July  15,  on  which  date  the  percentage  of 
cars  awaiting  repairs  was  reported  as  15.9  per  cent.  This  com- 
pares with  15.4  per  cent  as  of  July  1  and  15.1  per  cent  as  of 
June  15. 

"It  will  be  held  by  some  that  July  1  should  have  represented 
the  peak  of  the  bad  order  situation,  especially  considering  the 
readjustment  of  wages  as  of  that  date.  But  it  must  be  borne  in 
mind  that  a  current  of  this  sort  is  difficult  of  turning. 

"The  situation  in  some  parts  of  the  country  gives  definite 
indication,  however,  that  .such  action  is  being  taken  as  will 
deflect  the  upward  tendency  under  the  necessities  of  the  com- 
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nirrcial  situation.  For  example,  the  box  cars  reported  in  bad 
order  on  I  ho  western  railroads  as  of  June  15  last  totaled  71,247. 
On  July  ir>  this  figure  had  been  reduced  to  69,541,  or  a  net  Im- 
provement of  1,706.  This  was  due  to  the  Increasing  demand  for 

;  for  grain  shipments,  the  railroads  doing  their  utmost  to 
meet  all  requirements  in  this  respect. 

"As  to  the  surplus  car  situation.  In  the  west,  where  the 
present  demand  is  greatest,  it  is  to  be  noted  that  the  number 
of  box  cars  reported  as  'surplus,'  as  of  June  15,  totaled  69,098, 
while  on  July  15  this  figure  was  reduced  to  61.704,  or  a  net 
ch;mi;(>  of  7,394,  while  the  surplus  of  box  cars  for  roads  as  a 
whole  decreased  in  the  same  period  from  185,562  to  157,318,  or 
a  net  change  of  28,244. 

"To  put  this  in  another  way.  it  might  be  stated  that  the 
decrease  in  surplus  box  cars  on  the  eastern  road  means,  in  part 
at  least,  a  transfer  of  the  cars  to  the  bad-order  column,  while 
this  is  not  true  for  the  western  roads. 

"The  following  reports  of  loading  for  three  principal  com- 
modities for  which  records  are  kept,  comparing  the  figures  for 
the  latest  available  six  weeks  of  1921,  1920  and  1919,  are  of  in- 
terest, indicating  the  very  large  increase  in  the  loading  of  grain 
and  grain  products  in  1921  over  the  two  previous  years,  and  the 
decrease  in  the  two  other  single  commodities  moving  in  greatest 
volumes — forest  products  and  coal. 

"The  coal  loading  has  dropped  below  previous  record,  this 
being  especially  true  as  to  bituminous  loading,  while  anthracite 
has  slightly  more  than  held  its  own.  It  is  but  natural  that  those 
commodities  closely  allied  with  bituminous  coal,  such  as  coke 
and  ore,  should  follow  the  downward  tendency  of  coal  loading. 
This  loading  also  reflects  inactivity  on  the  part  of  steel  indus- 
tries and  the  movement  of  the  products  of  such  industries  is 
'off'  in  corresponding  ratio. 

GRAIN  AND  GRAIN  PRODUCTS  LOADING. 

1921.  1920. 

June     18 40,994  34.425 

25 38,821  34,668 

2 40.5J7  34,051 

9 38,015  29,793 

16 56,991  33,967 

23 64,919  35.477 


July 
Julj 
July 
July 


Total     280,287 


202,381 


1919. 
30,044 
29,476 
27,504 
31,673 
45,466 
51,545 

215,708 


LUMBER— FOREST  PRODUCTS. 

1921.  1920. 

June    18 50,472  60,638 

June    25 49,427  60,669 

July       2 47,542  55,665 

July       9 34,356  46,011 

July      16 44,037  56,800 

July      23 43,126  58,115 


Total     268,960 

ALL  COAL. 
1921. 

June     18 178,384 

June     25 179,786 

July       2 179,082 

July       9 145,049 

July      16 174,955 

July     23... 


173,953 
Total     1,031,209 


337,898 


1920. 
214,345 
224,828 
214,377 
203.695 
230,525 
224,043 

1,311.813 


1919. 
61,971 
63,888 
53,784 
50,803 
61,678 
58,807 

350,931 


1919. 
190,631 
205,420 
162,604 
218,942 
211,869 
213,627 

1,203,093 


"All  the  foregoing  conclusion  has,  as  a  measuring  stick,  the 
task  of  moving  only  an  amount  of  traffic  equal  to  the  maximum 
moved  in  any  period  in  the  past,  which  movement  was  not  al- 
ways to  the  entire  satisfaction  of  either  the  railroads  or  the 
shippers. 

"The  maximum  traffic  in  the  past  and  the  facility  with  which 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  Is  the  logical  medium  (or  getting  the 
»en  and  the  positions  In  touch  with  each  other.  The  rates  for 
•teasjfled  advertisements  ars  as  follows:  First  Insertion,  flM  pet 
Mn«:  minimum  charge,  $3.00;  succeeding  insertions,  per  line,  BOc;  M 
words  to  the  llnet  numbers  and  abbreviations  counted  as  words; 
•  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  strict  conflflence.  Th« 
TRAFFIC  WORLD.  418  Sogth  Market  Street.  Chicago.  III. 

SITUATION    WANTED— As  TrafflV   Manas;,  r  Rood  industrial   con- 
cern or  Chamber  of  Commerce  in  good  town.    Age  27.    Over  five  years' 
practioul  experience  all  branches  traffic  with  large  corporation.     Grad- 
traffic  school.     Thoroughly  capable  handling  any   transportation 
problem.    Address  A.  R.  A.  381,  Traffic  World,  Chicago. 

POSITION   WANTED — An  American  Commerce  Association  grad- 

\vitliout  actual  experience,  but  with  a  real  ambition  to  make  good 

in  ti.'iffic  work,  wants  a  place  in  a  traffic  department  where  there  is  » 

chance  for  advancement  when  he  is  worth  it.     Pacific  Coast  territory 

preferred.     Write  W.  G.  C.,  Traffic  World,  Chicago. 

POSITIpN  WANTED— R.  R.  Agent,  16  years'  experience,  now  em- 
ployed, desiring  change,  go  anywhere,  clear  record,  familiar  with 
Western  Classification  territory,  would  consider  commercial  traffic 
proposition.  Address  Lock  Box  158,  Liberal,  Mo. 

WANTED — Young    man    stenographer   with    some    knowledge    of 

Southwestern    rates    for    traffic    organization.      Excellent    opportunity 

•;ood  salary  to  right  party.     Address  D.  A.  M.  373,  Traffic  World, 

ISO. 


it  was  handled  are  not  a  true  measure  of  the  country's  future 
requirements.  With  the  resumption  of  Industry  we  must  con- 
fidently look  forward  to  new  maxlmums  in  volume,  requiring 
additional  transportation  capacity  and  an  Increased  efficiency, 
and  In  ao  far  aa  the  railroads,  with  their  knowledge  of  past  per- 
formance and  their  clear  vision  and  foreslghtedness  Into  the 
future,  are  unable  to  provide  for  the  necessary  retirement  of 
obsolete  or  uneconomical  equipment  and  the  acquisition  of  neces- 
sary additional  equipment  and  facilities  for  Increased  capacity 
to  render  satisfactory  service,  to  that  extent  the  country's  ability 
to  expand  commercially  will  be  curbed." 


Eagle  "Mikado" 


Pencil  No.174 

M.*«  in  Pi*t 


M  I K  A  t>  ©  x  N?2-x  <• 


Rejulnr.  Length, .7  Inch** 
iceded'to  be  lhe|Tineil[PencU  mide  lor  feneril  uie.  Per  Sal*  al  ft 

EAGLE  PENCIL  COMPANY,  NEW  YORK 


Pe.ler 


Strong  Shipping  Tags 


Many  shipments  are  lost 
because  the  tag' failed  to 
hold. 

A  strong  tag  is  ship- 
ment insurance. 

Write  for  Samples  and 
Prices 

Dennison  Manufacturing  Co. 
The  Tag  Maker* 

Dept.  TW,  Framingham,  Mas.. 


D  A  n   rkDrtirn    f  urtc 
DAU  UKlltK   IxAKa 


cause    the    loss    of   many   hard 
earned  dollars  to  railroad  com- 

panies  and   shippers   of   grain,    seed,    food   stuffs   and   package 

goods. 

%/TTT^u   ate*   TVZTC    wf\cc    can   be  saved  by  the  use  of 
MIJUH   Vt     11119   aLU9a    Kennedy  Car  Liners.     These 
car  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

Vl?ltlltli7iw  c'l/CTTm*  of  car  liners  prevent  leakage 
ttt,I\  [\tlJY  aialfcJM  in  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
VM/r  BATAV17  Kennedy  Car  Liners  for  all  cases  of  bad 
"  I-j  IW1/\HE,  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

iM/IT  v  i/rill  MfiT  Sive  us  an  opportunity  to  submit 
WILL.  IfJU  WO1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  4  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammla 


Phone  Main  2210 


417  SOUTHERN  BUILDING 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

States  Have  Limited  Authority  in  Aid  of  Interstate  Commerce 
in  Field  Not  Occupied  by  Federal  Government: 
(Supreme  Court  of  Indiana.)  The  states  have  surrendered 
their  power  to  regulate  interstate  commerce  to  the  federal  gov- 
ernment, but,  until  the  latter  takes  possession  of  the  entire  field, 
the  states,  as  to  the  portion  unoccupied,  may  exercise  limited 
authority  in  the  aid  of  commerce,  but  their  power  will  be  upheld 
only  so  long  as  the  exercise  thereof  does  not  affect  the  conduct 
of  a  company  engaged  in  interstate  commerce  in  the  performance 
of  its  duties  in  other  states— Western  Union  Telegraph  Co.  vs. 
Sims,  131  N.  E.  Kept.  520. 

Congress  Held  to  Have  Assumed  Regulation  of  Interstate  Tele- 
gram, Superseding  State  Penalty  for  Delay: 
The  provisions  of  Act  Cong.,  June  18,  1910,  amending  the 
Interstate   Commerce  Act    (U.   S.   Comp.   St.,  p.   8563),  bringing 
telegraph  companies  under  the  act  to  regulate  commerce,  as  well 
as  placing  them  under  the  administrative  control  of  the  Interstate 
Commerce   Commission,   establish   the   purpose   of   Congress   to 
subject  such  companies  to  a  uniform  national  rule,  leaving  no 
room  for  exercise  by  the  states  of  power  to  regulate  by  penaliz- 
ing negligent  failure  to  deliver  promptly  an  interstate  telegram 
as  attempted  by  Burns'  Ann.  St.,  1914,  pp.  5780,  5781.— Ibid. 
Demurrage  Charges   Recoverable,  Where  No  Objection   Made  at 
Time  to  Manner  of  Giving  Notice: 

(Appellate  Court  of  Indiana,  Division  No.  2.)  Where  a  con- 
signee received  all  the  information  as  to  arrival  of  cars  to  which 
it  was  entitled,  and  accepted  and  acted  thereon  without  objec- 
tion, it  will  be  held  to  have  assented  thereto,  and  cannot  escape 
liability  for  demurrage,  charges  merely  because  the  notice  was 
not  in  writing. — Ross  vs.  Indiana  Natural  Gas  &  Oil  Co.,  131 
N.  E.  Kept,  794. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Coeyright  by  West  Publishing  Co.) 


Intervention     Not    Denied    for    Noncompliance    With     Rules    of 

Procedure: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  right  to  in- 
tervene in  a  libel  in  which  a  fund  was  attached  is  not  to  be 
denied,  where  the  intervener  showed  a  right  to  be  heard  on  his 
claim  to  a  portion  of  the  fund,  though  he  did  not  comply,  in  his 
motion  for  intervention,  with  the  requirements  of  admiralty 
rule  34  (267  Fed.  15),  relating  to  procedure  for  intervention. 
(Cavalliotis  vs.  La  Fonciere  de  France  et  Des  Colonies  et  al. 
(Canaris,  Intervener).  (272  Federal  Kept.  803.) 
Intervener  Held  Entitled  to  Litigate  Claim  to  Attached  Fund: 

Where  libelant  had  attached  as  the  funds  of  a  foreign 
underwriter  a  sum  of  money  in  the  hands  of  the  underwriter's 
agent,  the  claim  by  intervener,  supported  by  the  testimony  of 
the  agent,  that  the  fund  was  paid  by  the  underwriter  to  the  agent 
to  apply  pro  tanto  on  all  losses  sustained  by  the  various  shippers 
on  the  same  vessel,  including  the  libelant  and  intervener  estab- 
lishes the  right  of  the  intervener  to  have  determined  his  claim 
to  a  portion  of  the  fund  attached. — Ibid. 
Foreign  Attachment  Against  Insurer  Cannot  Be  Sustained, 

Where  Money  Was  Paid  to  Agents  for  Benefit  of  Insured: 

Where  a  foreign  marine  insurer  had  paid  a  sum  of  money 
to  its  domestic  agent  to  be  applied  pro  rata  to  the  payment  of 
the  losses  sustained  by  several  shippers  on  a  certain  vessel,  the 
fund  belonged  to  the  shippers,  and  not  to  the  insurer,  so  that 
an  attachment  thereof  as  the  fund  of  the  insurer  cannot  be 
sustained. — Ibid. 
Part  Performance  of  Contract  of  Affreightment  Creates  Lien 

on  Vessel  for  Failure  to  Take  on  Cargo: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  Where  a  charter 
for  the  shipment  of  lumber  had  been  partly  executed  by  the 
ship,  by  the  loading  of  the  hold  cargo  and  part  of  the  deck 
cargo,  a  maritime  lien  arises  against  the  vessel  for  her  refusal 
to  take  on  the  balance  of  the  cargo,  though  such  balance  had 
not  been  cut  at  the  mill. — The  Saigon  Maru.  Oska  Shosen 
Kaisha  et  al.  vs.  Pacific  Export  Lumber  Co.,  272  Fed  Rept.  799. 
Liens  of  Ship  and  Cargo  Are  Not  Necessarily  Always  Reciprocal: 

Though  the  lien  of  the  ship  on  the  cargo  for  freight  and 
expenses  and  the  lien  of  the  cargo  on  the  ship  for  its  safe 


carriage  and  delivery  are  very  generally  reciprocal,  it  is  not 
necessary  that  such  reciprocity  exists,  and  a  lien  may  arise 
against  the  vessel  before  the  vessel  would  have  a  lien  against 
the  cargo. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS    OF    OR    INJURY   TO    GOODS 
Carrier  Not  Liable  for  Special  Damages  Unless  it  Has  Notice  of 

Circumstances: 

(Supreme  Court  of  Montana.)  Where  plaintiff  purchased 
stock  food  and  had  it  delivered  on  the  9th  of  February  to  de- 
fendant railway  with  instructions  to  ship  it  to  a  certain  point, 
and  the  shipment  was  not  made  on  the  10th  by  the  railway  com- 
pany because  of  lack  of  equipment,  nor  on  the  llth  because  it 
was  Sunday,  when  no  trains  were  commonly  run,  but  was  made 
on  the  12th,  held,  that  a  claim  by  plaintiff  for  injuries  to  his 
stock  from  lack  of  food  was  a  demand  for  special  damages,  for 
which  the  carrier  was  not  liable  unless  it  had  notice  at  the  time 
of  the  shipment  of  the  urgency  of  expeditious  delivery;  Rev. 
Codes,  p.  6065,  having  reference  to  general  damages. — Sankey  vs. 
Chicago,  M.  &  St.  P.  Ry.  Co.,  198  Pac.  Rep.  544. 
General  Damages  and  Special  Damages  Defined: 

"General   damages"   are   such  as  naturally   and   necessarily 
result  from  the  act  of  which  complaint  is  made,  while  "special 
damages"  are  such  as  are  the  natural,  but  not  the  necessary, 
consequences  of  such  act. — Ibid. 
Compromise  and  Settlement  of  Claims  for  Damage: 

(Supreme  Court  of  Oklahoma.)  The  claim  agent  of  a  rail- 
way company  has  authority  to  make  settlement  on  claims  for 
damages  against  his  company. — Chicago,  R.  I.  &  P.  Ry.  Co.  vs. 
Burke,  198  Pac.  Rep.  620. 

Such  claim  agent  may  bind  his  company  by  a  promise  to  a 
consignee  of  freight  that  if  the  consignee  will  accept  the  goods 
and  put  in  his  claim  for  damages,  such  damage  as  has  been 
actually  sustained  by  reason  of  the  bad  condition  of  the  goods 
so  shipped  will  be  allowed  by  him  as  against  his  company. — Ibid. 

When  a  shipment  of  freight  arrives  at  its  destination  in  bad 
condition,  and  the  railway  company  by  authority  from  its  claim 
agent  induces  the  consignee  to  accept  the  goods  in  their  dam- 
aged condition  on  the  promise  that,  his  claim  for  actual  damages 
will  be  settled  on  its  merits,  the  railway  company  thereby  ac- 
cepts the  liability,  and  is  bound  to  the  consignee  to  pay  what- 
ever actual  loss  he  may  sustain  by  reason  of  the  damaged  con- 
dition of  the  goods. — Ibid. 

When  a  person  purchases  from  other  parties  a  consignment 
of  goods  which  are  by  the  railway  company  designated  as  perish- 
able freight,  and  such  goods  arrive  at  their  destination  in  bad 
condition,  and  the  only  issues  presented  by  the  bill  of  particulars 
are  the  defendant's  promise  to  pay  whatever  damage  was  actu- 
ally sustained  by  reason  of  the  damaged  condition  of  the  goods 
and  the  amount  of  such  damage,  it  is  not  error  to  exclude  evi- 
dence offered  by  the  defendant  tending  to  prove  the  condition  of 
the  goods  at  the  time  of  shipment,  or  at  the  time  the  goods  were 
received  on  its  carrying  lines. — Ibid. 

CARRIAGE    OF   LIVE   STOCK 
Liability  of  Carrier  for  Injury: 

(Supreme  Court  of  Idaho.)  A  contract  between  a  shipper 
and  carrier,  which  provides  that  the  shipper  would  "at  his  own 
risk  and  expense,  load,  unload,  care  for,  feed  and  water  the 
stock  until  delivery  of  the  same  to  the  consignee  at  destination." 
is  valid  and  binding. — Lane  vs.  Oregon  Short  Line  R.  Co.,  198 
Pac.  Rep.  671. 

Where  a  shipper  accompanies  a  shipment  of  live  stock  under 
such  a  contrarct,  the  burden  of  proving  negligence  resulting  in 
injury  thereto  rests  upon  him. — Ibid. 

It  is  the  duty  of  a  carrier  transporting  live  stock  to  furnish 
reasonable  and  proper  facilities  and  opportunities  for  feeding, 
watering  and  resting  them. — Ibid. 

No  inference  of  negligence  can  be  drawn  from  the  failure 
of  a  carrier  to  provide  its  stockyards  with  patented  locks,  unless 
the  circumstances  are  shown  to  be  such  that  a  prudent  person 
would  have  provided  locks. — Ibid. 

When  live  stock  is  accompanied  by  the  shipper  under  a 
contract  to  care  for  them  at  his  own  risk  and  expense,  and  when 
he  has  unloaded  them  in  the  stockyards,  the  carrier's  duty  is 
performed  when  it  furnishes  suitable  yards  in  proper  condition 
and  reasonably  secure.' — Ibid. 
Liability  of  Carrier  for  Mis-Delivery: 

(St.  Louis  Court  of  Appeals,  Missouri.)  Where  a  carrier 
undertook  to  transport  breeding  ewes  to  an  independent  stock- 
yard in  St.  Louis,  but  they  were  delivered  to  yards  in  Illinois, 
and  sold  for  immediate  slaughter,  the  consignee  may  recover 
on  the  carrier's  common-law  liability,  regardless  of  the  written 
contract,  and  may  show  that  wrong  destination  was  inserted 
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THREE  STAR  LINE 

(Ste.  les  Affr6teurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cctte,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  KUnappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Lint,  Bullitt  Building 


NEW  ORLEANS-EUROPE 


Corunna,    Santander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from  New  Orleans 

S.  S.  Frisia September  16th 

S.  S.  Hollandia October  28th 

S.  S.  Zeelandia November  1 1th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC.,  Agents, 

(30  Common  Strati,     New  Orleans,  La. 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

an^   Passenger  Service 

^^^^_      A      •  «^^— •^••^       mJ  * 

S.S.  HAWKEYE  STATE 

S.S.   BUCKEYE   STATE 

Sailing  from  Baltimore  every  35  day* 

Rate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agent.  United  State!  Shipping  Board 

BALTIMORE  SAN  FRANCISCO  HONOLULU 

6  So.  Cay  St.  120  Market  Street  CastU  &  Cook,  Ltd. 
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Railroad  Accounting  Service 

Valuations — 
Cost  Statistics 

Systems  for  Accounting  Office* 


A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD  CORPORATION 

Mills  Bldg.,  Washington,  D.  C.      Twenty  East  Jackson,  Chicago 

By  A tpointmcnt— Special  Accountant!,  American  Short  Lint  Railroad  Asm 


Do    Decreased    Freight  Shipping  Costs  Interest   You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Wool  worth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,  Portland  Ore. 

Ellicott  Square.  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco     Alaska  Bldg..  Seattle  Writ*  the  Nearest  Office 


PUBLIC  &  U  S.  GOVERNMENT  BONDED  WAREHOUSES 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  8»  IMPORT  Shipments 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID,  President 
South  Paters,  Thalia,  South  Front  and  Erato  Str««t« 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


"A  child  can  find  them' 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  BldK. 
BOSTON,  MASS.,  732  Colonial  BMg. 


—OFFICES- 
CHICAGO,  ILL.,   412  Standard    Trust  BIdf. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C..  433  Munsey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  4C7  Pacific  Elec.  BIdf. 
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therein  by  mistake. — McNeill  et  al.  vs.  Wabash  Ry.  Co.,  231  S. 
W.  Rep.  649. 

Consignee  of  live  stock  may  show  that  the  written  contract 
did  not  express  the  correct  destination,  and  that  after  the  re- 
ceiving agent  attempted  to  correct  it  it  was  again  changed  by 
another  agent  of  the  carrier. — Ibid. 

Where  a  carrier  had  knowledge  that  the  shipper  was  the 
owner  of  breeding  ewes  consigned  to  an  agent  at  the  independent 
stockyards  at  St.  Louis,  the  fact  that  the  carrier  wrongfully  de- 
livered them  to  the  same  agent  at  other  yards,  where  they  were 
sold  for  immediate  slaughter,  will  not  exonerate  the  carrier, 
which  was  advised  if  sent  to  the  yards  where  delivered  they 
would  be  sold  for  slaughter,  for  the  consignee  is  to  be  regarded 
as  an  agent  of  the  owner  to  receive  only  at  the  proper  destina- 
tion.— Ibid. 

Where  an  owner  of  breeding  ewes,  which  had  been  deliv- 
ered by  carrier  to  the  wrong  yards,  where  they  were  slaughtered, 
accepted  the  proceeds  of  their  sale,  did  not  waive  as  a  matter 
of  law  his  right  of  action  against  the  carrier  which  made  the 
misdelivery,  but  the  question  should  be  submitted  to  the  jury. — 
Ibid. 

Question  of  waiver  is  one  of  intention  depending  on  the 
circumstances  of  the  case,  and  if  reasonable  minds  can  draw  dif- 
ferent conclusions  it  is  for  the  jury. — Ibid. 

In  an  action  against  a  railroad  company  for  damages  for 
the  conversion  of  a  shipment  of  218  breeding  ewes,  which  as  a 
result  was  sold  for  slaughter,  the  award  of  $2,125  held,  under 
the  evidence,  not  excessive. — Ibid. 

LOSS  OF  OR  INJURY  TO  GOODS 

On  Proof  of  Non-Delivery  of  Goods  Burden   Is  on   Initial   Carrier 
to  Show  Absence  of   Responsibility: 

(Supreme  Court  of  New  Hampshire.)  When  holders  of  bills 
of  lading  in  an  interstate  shipment  prove  non-delivery  of  the 
goods  to  consignee,  it  is  presumed  that  they  have  been  lost  by 
negligence  of  the  carrier  or  its  agents,  and  the  burden  of  show- 
ing that  loss  resulted  from  some  cause  for  which  the  initial 
carrier  was  not  responsible  is  on  it. — Ostruff  vs.  Hustis,  114 
Atlantic  Rept.  27. 

Requirement   in   Bill   of  Lading  of  Written   Notice  of  Claim   for 
Loss  or  Damage  Within  Six  Months  Held  Valid: 
A  provision  in  a  bill  of  lading  in  an  interstate  shipment  that 
in  case  of  loss  or  damage  in  transportation,  as  condition  prece- 
dent to  recovery,  claims  must  be  made  in  writing  to  the  originat- 
ing or  delivering  carrier  within  six  months,  held  valid. — Ibid. 
Under  Carmack  Amendment,   Initial  Carrier   Is   Responsible  for 
Safe  Delivery  of  Goods: 

Under  the  Carmack  amendment  to  the  Hepburn  Act,  June 
29,  1906,  the  initial  carrier  is  made  responsible  for  the  safe  de- 
livery of  goods  accepted  by  it  for  transportation. — Ibid. 
Notice   of  Claim  to   Delivering   Carrier   Held   Sufficient  As   Con- 
dition Precedent  to  Action  Against  Initial  Carrier: 
As  condition  precedent  to  action  by  a  shipper  against  the 
initial  carrier  for  the  value  of  a  case  of  woolen  goods  shipped, 
notice  of  claim   to  the  delivering  carrier  held   sufficient;    such 
carrier  being  the  agent  of  the  initial  carrier. — Ibid. 
Notice  to  Agent  of   Matters   Within   His   Employment   Is   Notice 
to  Principal. 

At  common  law,  notice  to  an  agent  relating  to  a  matter 
within  the  scope  of  his  employment  is  notice  to  his  principal, 
and  the  principal  is  charged  with  all  facts  known  to  his  agent. — 
Ibid. 

Sleeping  Car  Company  Not  Insurer  of  Effects  of  Passengers,  But 
Must  Use  Reasonable  Care  to  See  They  Are  Not  Stolen. 
(Court  of  Civil  Appeals  of  Texas.     Beaumont.)     A  sleeping 
car  company  is  not  an  insurer  of  personal  effects  belonging  to  a 
passenger,  but  only  required  to  use  reasonable  diligence  or  care 
in  seeing  that  property  of  passengers  is  not  purloined  or  stolen. — 
Pullman  Co.  vs.  Bullock,  231  S.  W.  Rept.  1112. 
Mere  Loss  of  Passenger's  Personal  Effects  Insufficient  to  Estab- 
lish  Negligence  of  the  Company: 

The  loss  alone  of  personal  effects  of  a  passenger  while  oc- 
cupying a  berth  of  a  sleeping  car  is  not  sufficient  on  which  to 
base  a  finding  of  negligence  against  the  company. — Ibid. 
Evidence  Held  to  Authorize  Jury's  Conclusion  that  Porter  Stole 
Passenger's  Diamond: 

In  a  passenger's  action  against  a  sleeping  car  company  for 
the  loss  of  a  diamond  stickpin,  evidence  held  sufficient  to  au- 
thorize a  reasonable  deduction  of  conclusion  by  the  jury  that 
the  defendant's  porter  was  guilty  of  the  theft  of  plaintiff's  dia- 
mond stud. — Ibid. 

If  Porter  Steals  Diamond  Left  Under  Pillow,  Carrier  Is  Liable: 
If  a  porter  steals  a  passenger's  diamond  left  under  his  pil- 
low, the  carrier,  in  contemplation  of  law,  is  guilty  of  negligence, 
and  liable  for  its  value. — Ibid. 

Passenger  Going  to  Washroom  and  Leaving  Diamond  Under  Pil- 
low  Held   Not  Contributorily   Negligent  As   Matter  of   Law: 
A  passenger  going  from  his  berth  to  the  washroom  and  leav- 
ing his  diamond  under  his  pillow  was  not  guilty  of  contributory 
negligence  as  a  matter  of  law. — Ibid. 

Each  Shipment  of  Goods  Must  Be  Evidenced  by  a  Bill  of  Lading 
Under  Statute: 

(Supreme  Court,  Appellate  Division,  First  Department.) 
Where  there  are  different  shipments  of  goods  from  different 


points  on  different  dates,  the  Interstate  Commerce  Law  (U.  S. 
Comp.  St.,  p.  8563  t  seq.),  and  the  federal  Bill  of  Lading  Law 
(U.  S.  Comp.  St.,  pp.  8604aaa-8604w),  require  that  each  shipment 
be  evidenced  by  a  bill  of  lading. — Morris  &  Co.  vs.  Southern  Ex- 
press Co.,  189  N.  Y.  Supp.  26. 
Separate  Causes  of  Action  Should  Be  Separately  Stated  and 

Numbered: 

In  an  action  in  which  the  complaint  alleged  different  ship- 
ments from  different  points  on  different  dates,  defendant's  mo- 
tion to  compel  service  of  an  amended  complaint,  separately 
stating  and  numbering  the  causes  of  action,  should  have  been 
sustained,  since  each  shipment  would  give  rise  to  a  separate 
cause  of  action. — Ibid. 
Without  Jurisdiction  Against  Government,  Where  Private  Owner 

or  Vessel   Would   Not   Have   Been   Liable: 

(District  Court,  D.,  Maryland.)  Under  Act  March  9,  1920, 
forbidding  seizure  of  a  government  owned  ship,  but  permitting 
a  suit  in  admiralty  against  the  United  States  if  its  merchant 
vessel  would  have  been  liable  to  seizure  if  it  had  been  privately 
owned,  and  requiring  such  suits  to  be  brought  in  the  district 
in  which  the  parties  or  some  of  them  reside  or  have  their  prin- 
cipal place  of  business,  or  in  which  the  vessel  or  cargo  is  found, 
the  District  Court,  regardless  of  the  question  of  venue,  is  with- 
out jurisdiction  to  entertain  a  libel  against  the  United  States 
in  a  case  where  a  private  owner  of  the  vessel  would  not  have 
been  liable  in  personam,  and  the  vessel  could  not  have  been 
seized  in  rem  in  any  court  of  the  United  States,  so  that  such 
libel  cannot  be  maintained  for  failure  to  deliver  a  cargo  from  a 
barge  which  had  been  sold  by  the  United  States  to  the  party 
operating  it,  with  a  provision  that  the  title  was  to  remain  in 
the  United  States  until  the  contract  price  was  paid. — Blamberg 
Bros.  vs.  United  States,  272  Fed.  Rept.  978. 
Defendant's  Objections  to  Measure  of  Damages  to  Be  Considered, 

Though   Finding  of  Value  Not  Questioned: 

(Circuit  Court  of  Appeals,  Seventh  Circuit.)  In  an  action 
against  a  carrier  for  the  destruction  of  machines,  if  the  uniform 
price  paid  for  such  machines  was  not  the  true  measure  of  plain- 
tiff's loss,  defendant's  objections  to  the  adoption  of  such  stand- 
ard must  be  considered  on  writ  of  error,  though  the  court's 
finding  of  market  value  based  on  such  sales  must  stand,  because 
not  properly  questioned,  or  because  supported  by  undisputed 
evidence. — Baltimore  &  O.  C.  Terminal  R.  Co.  vs.  Becker  Milling 
Mach.  Co.,  272  Federal  Rept.  933. 
Amount  Paid  for  Manufacture  of  Machines  Held  Not  Measure  of 

Recovery  for   Destruction: 

Where  a  manufacturer  of  a  particular  type  of  machine, 
being  unable  to  supply  the  demand,  engaged  another  company 
to  fabricate  200  of  the  machines  furnishing  special  prints,  pat- 
terns, tools,  etc.,  and  its  own  mechanical  engineer  to  inspect  the 
materials  and  workmanship,  the  amount  paid  such  other  com- 
pany for  each  machine  was  not  the  measure  of  recovery  against 
a  carrier  destroying  two  of  the  machines. — Ibid. 
Overhead  Expenses  to  Be  Charged  to  Manufacturing  Cost,  Held 

Matter  of  Common    Knowledge: 

The  court  knows  from  common  knowledge  that  the  expenses 
of  maintaining  engineering  and  experimental  departments  in 
factories,  as  well  as  the  expense  for  superintendence  and  all 
other  proper  items  of  overhead  must  be  apportioned  to  product 
and  charged  as  parts  of  the  manufacturing  cost. — Ibid. 
Owner  of  Destroyed  Property  held  Entitled  to  Compensation, 

But  No  More: 

A  carrier,  destroying  machines  it  has  contracted  to  deliver, 
must  compensate  the  owner  for  the  loss  caused  by  the  failure 
to  deliver;  but  where  it  was  guilty  of  no  intentional  wrong,  and 
no  special  use  of  the  machines  was  shown,  the  owner  was  en- 
titled only  to  compensation. — Ibid. 
Profits  Not  Rejected  As  Such,  But  Only  When  Ascertainment 

Leads  to  Conjecture: 

In  ascertaining  damages  there  is  no  objection  to  profits  as 
such,  and  it  is  only  when  an  attempt  to  ascertain  profits  leads 
to  conjecture  and  speculation  that  profits  are  rejected. — Ibid. 
Amount  Purchasers  of  Machines  Are  Willing  to  Pay  Is  Evidence 

of  Value,  Though  There   Is  No  Competition: 

Though  there  is  no  market  place  or  public  exchange  in 
which  by  competitive  offers  and  bids  the  market  price  of  a  spe- 
cial type  of  machines  can  be  determined,  the  amount  purchasers 
are  willing  to  pay  is  evidence  of  the  sales  value  in  an  action 
against  a  carrier  for  their  destruction. — Ibid. 
Selling  Cost  to  Be  Deducted  from  Selling  Price  of  Destroyed 

Machines   in    Fixing    Damages: 

Where  an  owner  of  a  special  type  of  machine,  two  of  which 
were  destroyed  by  a  carrier,  sold  them  through  manufacturer's 
agents,  who  were  either  purchasers  on  their  own  account  for 
resale  at  a  uniform  price,  or  selling  agents  on  commission,  such 
uniform  selling  price,  without  deduction  of  the  selling  cost,  was 
not  the  measure  of  damages. — Ibid. 

Burden  on   Plaintiff,  Suing   Carrier,  to  Show   Loss  With  the   De- 
gree of  Certainty  of  Which  Case   Is  Capable: 

In  an  action  against  a  carrier  for  the  destruction  of  ma- 
chines, the  burden  was  on  plaintiff  to  show  its  actual  loss  with 
that  degree  of  certainty  of  which  the  case  was  capable. — Ibid. 
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NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

004-12  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne.iv  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 

MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Pacific  Mail  Steamship  Co. 

Under  American  F/af -PASSENGERS  AND  FREIGHT-£s*«6H«*««*  /««» 

TRANS-PACIFIC  SERVICE 

••The  Sunihlne  Belt  to  thm  Orient" 

San  Franci.co  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  amTfreight  sailings  by  new  and  luxurious  U.  S. 
Shipping  Board  steamer  5.  S.  Golden  Stale  (August  31st); 
S.  S.  Empire  State  (October  8th):  5.  S.  Golden  State 

(November  KH1,  . 

MANILA-EAST  INDIA  SERVICE 

San  Fmnci.co  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commo- 
dious U.  S.  S.  B.  S.  5.  Creole  State  (September  14th); 
S.  S.  Wolverine  State  (October  15th). 

PANAMA  SERVICE 

San  FrancUco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days,  5  steamers 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 
(Passengers  and  Freight) 

Via  Loe  Angeles  Harbor,  Manzanillo,  San  Jose  de  Guatemala,  La 
Libertad,  Corinto,  Panama  Canal,  Kingston,  Havana 

5.  5.  Venezuela  sails  from  Baltimore  September   19th 

5.5.  Colombia  sails  from  Baltimore  August  23rd 
S.  5.  Ecuador  sails  from  San  Francisco  September  1 5th 

Also  four  Class  Al  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico),  Jacksonville.  Savannah.  Norfolk 

Through  billl  of  lading  litued  to  and  from  point  i  beyond  port*  of  call 

General  Pattenger  and  Ticket  office:     621  Market  St.,  San  Francisco 
General  Office*:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 
Managing  Agents:  U.  S.  Shipping  Board 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 
OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO    60  California  Street 


Philadelphia 
139   South  Third   St. 

Pittsburgh 
1537    Oliver    Building 


Savannah.    Ga.  New    York 

Savannah  Bank  and  Trust  Bldg.  42   Broadway 

Los    Angeles.    Cal.  Mobile.  Ala. 

427    Van    Nuy»    Bldg.  S.  W.  Cor.  St.  Francis  &  Water  Sis. 

Buffalo,   N.    Y.,    Room    495,    Ellicott    Sq.  Bldg. 


Oakland,    Cal. 

Parr  Terminal 

Portland.    Ore. 

7*4   Title  *   Trust   Bldg. 

Seattle,    Wash. 
1103    L.    C.   Smith    Bldg. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


LOSS  OF  RAILROAD  INITIATIVE 

Editor  The  Traffic  World: 

I  have  read  with  much  interest  your  recent  editorials  with 
respect  to  loss  of  railroad  initiative. 

I  have  no  desire  to  get  into  print,  but  since  I  have  accepted 
employment  in  the  industrial  world,  having  left  a  service  with 
the  transportation  carriers  of  some  length,  your  comments  have 
brought  to  my  mind  so  forcibly  several  instances  of  personal 
experiences  that  I  cannot  refrain  from  writing  you,  giving  you 
an  illustration  which  aptly  corroborates  what  you  have  said. 

The  railways  of  this  country  have  before  them  problems  of 
such  magnitude  that  they  should  desire  the  best  and  most  con- 
structive thought  of  all  the  people,  including  the  shippers,  which 
would  bring  about  a  working  harmony,  but  in  some  cases  their 
present  system,  or  method,  if  you  please,  of  disposing  of  ship- 
pers' requests  indicate  a  state  of  much  inefficiency. 

A  president  of  one  of  our  large  transportation  carriers  has 
conducted  a  series  of  letters  through  the  newspapers  covering 
in  part  a  condition  of  the  character  to  which  I  refer  herein,  and 
in  one  of  his  letters  he  says:  "The  public  is  not  entirely  to 
blame  for  such  unsatisfactory  railway  conditions  as  have  ob- 
tained in  the  past.  We  believe  the  reticence  of  railway  men 
themselves,  in  failing  to  keep  the  public  well  informed,  has  been 
one  of  the  causes  of  the  growth  of  restrictive  legislation,  of  un- 
progressive  regulation,  and  of  an  anti-railway  spirit,  which  have 
worked  a  hardship  upon  railway  development,  and  consequently 
upon  the  public  itself." 

The  Myles  Salt  Company,  Ltd.,  is  engaged  in  the  mining  of 
rock  salt.  Our  present  rate  adjustment  to  points  in  Oklahoma 
is  very  restrictive,  notwithstanding  our  competitors  in  both 
Kansas  and  Texas  have  a  full  line  of  specific  commodity  rates, 
we  applying  generally  class. 

I  did  not  desire  to  call  upon  the  carriers  for  a  competitive 
adjustment,  feeling  that,  if  we  could  worry  along  for  a  time, 
after  some  of  their  burdens  were  lifted  they  would  be  in  a  posi- 
tion to  give  us  more  consideration,  and  in  order  to  bring  about 
some  corrective  measure  toward  lifting  the  present  maladjust- 
ment as  reference  to  our  situation.  On  January  31,  1921,  we 
wrote  to  the  initial  line  on  whose  tracks  our  mine  is  located 
requesting  that  they  proceed  to  secure  an  amendment  of  the 
present  tariff  conditions  to  provide  that  in  the  absence  of  specific 
commodity  rates,  class  rates  would  not  apply  on  salt  from 
Louisiana  producing  territory  to  points  in  Oklahoma,  thereby 
permitting  combination  rates  to  apply.  We  received  a  reply  to 
our  request  on  February  9  that  Agent  Leland  had  been  requested 
to  amend  his  Rule  Circular  3-L  to  carry  such  a  provision  as  we 
asked  for.  However,  under  the  usual  procedure  in  the  south- 
west, this  subject  was  not  docketed  before  the  Southwestern 
Freight  Bureau  until  April  9,  1921,  their  No.  1581.  The  subject 
continued  to  rock  along  without  definite  action,  and  on  June  28 
Leland  advised  that  his  Circular  3-L  would  be  amended,  follow- 
ing this  information  on  August  2  that  it  would  be  included  in  a 
reissue  of  this  circular  which  he  hoped  to  get  out  by  August 
20,  1921. 

I  am  quite  sure  that  if  the  tariff  condition  had  been  in  the 
hands  of  the  individual  lines,  certainly  nine  months  would  not 
have  elapsed  to  provide  for  a  provision  as  we  requested,  simple 
in  its  character,  and  not  unreasonable  for  the  carriers.  During 
all  this  period,  under  the  rules  as  prescribed  by  the  Commission, 
we  are  required  to  apply  class  rates  to  this  territory  which  are 
so  ridiculously  high  and  unreasonable  that  we  refrain  from 
making  competitive  quotations,  and  are  completely  shut  out  of  a 
legitimate  tonnage  we  are,  in  a  measure,  entitled  to. 

The  handling  of  this  subject  in  the  manner  as  described 
herein  is  brought  about,  no  doubt,  by  the  unnecessary  red  tape 
to  bring  about  a  condition  which  would  create  new  business  for 
the  carriers. 

V.  Schaffenburg,  Traffic  Manager. 
Myles  Salt  Company,  Ltd., 

New  Orleans,  La.,  Aug.  6,  1921. 


cover  its  utter  worthlessness,  I  sought  the  opinion  of  others  in 
whose  powers  of  discernment  I  have  confidence.  Somewhat  to 
my  surprise  I  found,  in  every  case,  an  opinion  the  same  as  mine. 
Transportation  students,  traffic  officials,  the  vice-president  in 
charge  of  operations  of  one  railroad,  all  considered  it  the  best 
thing  of  its  kind  by  far  that  they  had  read.  We  had  hoped  to 
see  some  expression  of  opinion  in  The  Open  Forum,  either  of 
your  editorial  or  the  article  itself,  from  which  we  might  judge 
whether  we,  down  here  in  this  corner,  are  in  a  hopeless  minority, 
but  the  only  thing  we  find  is  Mr.  Scrivener's  incidental  reference 
to  the  article  in  your  issue  of  August  13.  It  is  noted  that  Mr. 
Scrivener's  comment  is  favorable.  I  follow  very  sympathetically 
the  last  paragraph  of  his  letter,  as  I  believe  you  likewise  do, 
as  regards  the  merchant  marine  end  of  it. 

Your  leading  editorial  in  the  issue  of  the  thirteenth  seems, 
incidentally  and  unconsciously,  to  blend  so  well  with  Mr.  Payne's 
conclusions  and  warnings,  the  latter  particularly,  as  even  to 
deepen  our  perplexity.  Particularly  when  you  say: 

But  we  do  know  that  the  decision  does  not  rest  with  the  Inter- 
state Commerce  Commission  if  we  are  to  retain  even  a  semblanri- 
of  private  operation  of  the  railroads. 

Mr.  Payne's  article  undertook  to  show  that  today  we  have 
only  the  semblance  of  private  operation  of  the  railroads.  Just 
that  and  nothing  more.  Is  he  wrong? 

E.  W.  Matthews,  Traffic  Manager. 

Riverside  Mills. 
Augusta,   Ga.,  August  16,  1921. 


We  were  not  aware  that  we  expressed  disagreement  with  the 
sentiments  expressed  by  Mr.  Payne — or  agreement  either.  Our  point 
was  that  it  did  not  matter  what  he  thought  since  he  probably  knew 
little  about  the  subject.  If  what  he  said  struck  a  responsive  chord 
in  the  breast  of  anyone  who  does  know,  it  was  merely  because  he 
happened  to  say  something  with  which  that  one  was  in  agreement. 
What  is  the  importance  of  the  fact  that  Mr.  Payne  says  something 
with  which  Mr.  Matthews  agrees  or  with  which  The  Traffic  World 
agrees? — Editor  The  Traffic  World. 


AGREES  WITH  WILL  PAYNE 

Editor  The  Traffic  World: 

When  I  read  the  Will  Payne  article  I  thought  it  splendid. 
When  I  read  your  criticism  I  was  chagrined  that  I  should  have 
been  so  favorably  impressed  with  an  article  so  wholly  lacking 
in  merit  as  to  be  unworthy  of  even  a  moment's  consideration. 
Whereupon,  having  reread  the  article  and  still  failing  to  dis- 


FIBREBOARD  BOX  SPECIFICATIONS 

(By  Geo.  R.  Browder,  general  manager,  Container  Club,  Chicago) 

For  several  years  the  railway  classification  committees  have 
had  in  mind  making  some  revision  of  what  is  now  known  as 
Rule  41  of  Consolidated  Classification.  The  Consolidated  Clas- 
sification Committee  is  now  distributing  its  docket  (published  in 
the  Traffic  Bulletin,  Aug.  13),  setting  down  for  hearing  proposed 
changes  in  Rule  41  in  which  are  embodied  its  revised  specifica- 
tions for  the  construction  and  use  of  fibreboard  packages  and 
also  certain  specifications  for  canned  goods  packages,  boili 
wooden  and  fibre.  The  old  rule  and  the  one  proposed  being  set 
out  in  full. 

As  noted  on  the  face  of  the  docket,  the  changes  as  shown 
therein,  whether  initiated  by  shippers  or  carriers,  after  public 
hearing,  may  be  deviated  or  varied  from  as  warranted  after  con- 
sideration of  the  information  and  facts  submitted. 

It  is  conceded  that  in  some  respects  this  rule  should  be 
revised  and  strengthened,  and  the  associations  representing  box 
manufacturers  as  well  as  many  users  of  fibre  containers  wel- 
come the  opportunity  to  have  the  few  needed  changes  in  Rule  41 
accomplished  and  have  little  or  no  fear  as  to  the  final  results 
at  the  conclusion  of  the  hearings. 

Having  in  mind  that  the  carriers  have  from  time  to  time 
indicated  a  purpose  to  adopt  a  higher  standard  of  packages  than 
now  required  by  Rule  41,  it  was  anticipated  that  this  docket 
would  contain  proposals  that  might  be  disturbing  to  shippers 
and  box  manufacturers  and  its  publication  may  result  in  some 
protest  from  the  shipping  public.  It  is  believed  that  the  classi- 
fication committee  will  not  finally  attempt  to  force  any  drastic 
changes  and  that  the  counter  proposal  to  be  offered  by  the  fibre 
box  manufacturers  will  in  the  main  prevail  because  they  are 
supported  by  data  and  actual  shipping  experience  which  cannot 
well  be  disregarded. 

The  Container  Club  and  other  associations  have,  during  the 
last  five  years,  carried  forward  an  intensive  study  and  research 
with  regard  to  materials  and  construction  of  fibre  packages  which 
has  resulted  in  the  working  out  of  a  set  of  specifications  founded 
largely  on  the  standards  of  quality  used  by  the  better  manufac- 
turers in  the  industry  and  based  on  the  experience  of  their  cus- 
tomers and  the  shipping  history  of  the  package  furnished  to 
them. 

The    specifications    proposed    by    the    Container    Club,    i 
adopted,  would  mean  little  if  any  increase  in  the  cost  of  boxes 
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GENERAL  CARGO 

Pending  the  completion  of  PIER  TWO  with  its  180 
feet  x  1000  feet  transit  shed,  the  PORT  OF  TACOMA 
has  erected  on  its  PIER  ONE  temporary  transit  and 
warehouse  facilities  for  the  accommodation  of  all  goods 
requiring  covered  protection. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Building 
Tacoma,   Washington 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
A  msterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 
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being  used  today  by  very  many  of  the  large  shippers.  It  is  con- 
fidently believed  that  many  such  will  endorse  and  lend  their 
support  to  these  specifications  at  the  classification  committee 
hearings.  It  is  of  vital  concern  to  those  using  fibre  containers 
that  this  should  be  done  and  any  interested  parties  who  want 
to  present  a  good  record  of  safe  shipping  and  who  may  be  de- 
sired to  be  heard  would  do  well  to  communicate  with  the  Con- 
tainer Club  as  early  as  possible.  The  specifications  it  recom- 
mends are  as  follows: 

CORRUGATED  AND  SOLID  FIBRE  BOX  SPECIFICATIONS  RECOM- 
MENDED FOR  GENERAL  MERCHANDISE  BY  THE  CON- 
TAINER CLUB. 
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90 

.009 

260 

.016 

100 

.009 

300 

.016 

110 

.009 

340 

.016 
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.012 

380 

.016 
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.012 

420 

.016 
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Pounds.  inches.  Pounds,  inches.  Inches. 

30  Corrugated  016  90  .009  60 

Solid  fibre  060  260  .016  60 

45  Corrugated  018  100  .009  65 

Solid  fibre  070  300  .016  65 

60  Corrugated  018  110  .009  70 

Solid  fibre  080  340  .016  70 

76  Corrugated  023  120  .012  75 

Solid  fibre  090  380  .016  75 

90  Corrugated  023  135  .012  80 

Solid  fibre  100  420  .016  80 

Double  box,  corrugated,  weight  limit  90  pounds,  dimensions  80 
inches,  facings  .016,  each  90  pounds  four  average  Webb  split  test. 

Double  strength  box,  corrugated,  weight  limit  90  pounds,  dimen- 
sions 80  inches,  facings,  and  middle  liner,  .016,  each  90  pounds,  four 
average  Webb  split  test. 

Corrugated  board,  at  any  uncrushed  spot,  not  to  be  less  than 
3/16  of  an  inch  high,  and  not  less  than  thirty-four  corrugations  to  the 
foot. 

Number  of  plies  forming  solid  fibre  sheet,  to  be  not  less  than 
three,  all  plies  firmly  glued  together. 

Both  facings  of  double  faced  corrugated  strawboard  must  be  firmly 
glued  to  the  corrugated  sheet. 

All  boards  must  have  proper  bending  quality. 

Outer  ply,  or  facing,  of  all  boards  must  be  waterproofed. 

SPECIFICATIONS  FOR  FIBRE  BOXES  FOR  CANNED  GOODS. 

Corrugated.  Solid  fibre. 

Caliper  of 


Group. 


Boxes  and 
contents. 


straw 
sheet, 
inches. 


Boxes  to  carry  24  No. 
2%  cans;  24  No.  3 
cans;  6  No.  8  cans; 
6  No.  10  cans:  and 
other  cans  of  ap- 
proximately the  same 
content  012 

Boxes  to  carry  24  No. 
1  cans;  48  No.  1 
cans;  24  No.  2  cans; 
and  other  cans  of 
approximately  the 
same  content 009 

Boxes  to  carry  canned 
goods  where  gross 
weight  of  filled  cans 
and  box  is  less  than 
30  pounds 009 
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liners 
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340 
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The  tests  were  first  made  by  the  Container  Club  in  Chicago,, 
and  to  save  any  possible  error,  either  in  the  basic  figures,  or 
in  the  deductions  therefrom,  the  tests  were  all  verified  by  am 
expert  in  the  research  laboratories  of  the  Mellon  Institute  at 
Pittsburgh. 

The  foregoing  recommendations  are  therefore  based  sin 
actual  boxes,  taken  indiscriminately  from  the  shipping  rooms  oC 
the  factories  where  they  were  being  manufactured  for  genv- 
eral  use;  and,  while  they  offer  to  the  railroads  a  better  box. 
than  many  they  are  accepting  today  for  transportation,  the  Con- 
tainer Club  feels  that  the  specifications  recommended  for  the> 
new  rule  revision  will  not  impose  any  unreasonable  hardship' 
on  the  fibre  box  industry  or  on  shippers  using  the  boxes,  but, 
properly  policed,  will  build  up  and  preserve  a  confidence  that 
the  well  made  fibre  box  justly  merits. 

The  Webb  Tester  was  adopted  as  the  measure  for  the  new 
recommended  specifications,  for  the  reason  that  exhaustive  tests 
in  the  Container  Club  laboratories,  in  comparison  with  the  drum 
and  the  government  impact  tester,  proved  that  by  reason  of  its 
measuring  the  weak  or  split  direction  of  fibreboard,  it  gives  a 
clear  and  dependable  index  of  the  punishment-taking  quality  of 
a  box  that  follows  consistently  the  drum  and  impact  tester. 

This  instrument  is  also  adapted  for  effective  policing,  which 
is  the  other  basic  reason  for  its  recommendation  to  the  carriers. 

For  the  convenience  of  readers  and  to  assist  in  an  analysis 
of  the  rule  proposed  by  the  railroads  there  is  appended  the  fol- 
lowing synopsis  of  changes  proposed  in  consolidated  classifica- 
tion Rule  41. 

Section  1.     The  new  rule  is  silent  as  to  a  penalty  charge  for  any 
package  which  may  not  fully  comply  with  the  provisions  of  Rule  41 
(It  is  understood  that  the  purpose  of  the  classification  committee  was 
to  bring  into  operation  Rule  5,  which  would  make  the  rate     one  class 
higher"  on  boxes  not  complying  with  the  rule.) 

Section  2.  The  specifications  proposed,  including  requirements  for 
minimum  thickness  of  board,  Mullen  tests,  miximum  weight  and  s 
limit  of  package,  are  included  in  a  well  arranged  table,  which  will 
simplify  the  rule  considerably.  The  several  styes  of  boxes  are  men- 
tioned by  name,  another  desirable  feature.  This  table  also  provides 
for  a  75 -pound  box,  which  is  new. 

The  specifications  themselves,  however,  appear  to  be  made  by  the 
use  of  an  arbitrary  standard,  virtually  an  increase  of  twenty-five 
pounds  per  square  inch  for  corrugated  and  fifty  pounds  for  solid  fibre 
board.  The  size  is  arbitrarily  reduced  to  fifty  united  inches  for  the 
40-pound  and  sixty  united  inches  for  the  65-p9und  box. 

Section  3.  This  section  provides  a  special  set  of  specifications 
for  canned  food  boxes,  and  with  the  addition  of  the  threefold  edge 
("the  strong  box")  with  175-pound  minimum  test  and  weight  limit 
40-pound,  and  the  solid  body  (fibopak)  box,  is  an  exact  reproduction 
of  the  specifications  contained  in  Canners'  Bulletin  No.  47.  even  to  the 
extent  of  including  the  requirement  for  "printing  on  one  end  only  in 
one  color,"  (which  we  feel  will  hardly  be  insisted  upon). 

Section  4.     This  section  covers  wood  frame  boxes. 

Section  5.  The  section  covering  sealing  proposes  important 
changes  and  eliminates  all  provision  for  the  use  of  tape  alone. 

A  provision  is  also  made  for  the  use  of  a  top  and  bottom  pad 
(called  liner)  of  the  same  material  as  the  box,  on  all  boxes  where  the 
ends  of  the  inner  flaps  are  more  than  six  inches  apart. 

In  the  provisions  for  the  use  of  rivets,  staples  or  metal  stitches, 
it  is  stated  that  when  both  the  ends  of  the  inner  and  outer  flaps  of 
boxes  do  not  meet,  or  the  outer  flaps  do  not  meet  one  inch  or  more, 
a  top  and  bottom  pad  (called  liner)  of  the  same  material  as  the  box 
must  be  placed  inside  the  flaps. 

Telescope  boxes  30  inches  or  over  in  length  must  have  the  cover 
glued  to  the  sides  and  ends  of  the  box  throughout  entire  area  of  con- 
tact, in  addition  to  the  requirement  for  cording,  cloth  tape,  or  metal 
straps. 

Section  6.     Covers  wirebound  fibreboard  boxes. 

Section  7.     Covers  sifting  or  leaking.     (No  change.) 

Section  8.  This  section  covers  glassware  or  other  fragile  articles, 
or  articles  In  glass  and  in  the  proposed  specifications  requires  both 
the  inner  and  outer  flaps  of  boxes  to  meet. 

In  the  inner  packing  provision  the  present  separation  between 
boxes  of  thirty  pounds  gross  weight,  and  those  weighing  more  than 
thirty  pounds  has  been  eliminated.  Alternate  provisions  are  made  for 
the  use  of  wrappers  made  of  corrugated  strawboard,  cork  lined  paper, 
or  excelsior  lined  paper,  or  the  articles  must  be  separated  by  tight 
fitting,  full  height  partitions  made  of  double  faced  corrugated  straw- 
board  or  flexible  wood,  or  must  be  securely  packed  with  excelsior,  hay 


Size. 

No.   1    

No.   1    

No.  1  tall.... 

No.  1  tall 

Salmon,    1-pound    

Milk,   sweetened    2}J 

Milk,   tall  evaporated .'.'.     2}| 
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SIZE  OF  CANS  AND  HOW  PACKED— (INSIDE  DIMENSIONS  BOXES.) 

Wt.  of 

Ar- 
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inches,     inches. 
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ment. 
3x4 
4x6 
3x4 
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3x4 
3x4 
3x4 
2x3 


Exact 
width, 


Tiers.       inches, 


Exact     Exact  cans  and 
length,    height,  contents, 


10% 

10% 

12 

11% 

11% 

10% 

12 

12% 

12% 


inches,   inches,     pounds. 

10% 

8 

22 

16% 

8 

44 
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8% 

23 

8JS 

45 

18 

W* 

60 

17% 

46 

17% 

9% 
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13% 

9% 

36 

16 

9% 

52 

17 

9% 

66 

18ft 

7 

46 

Principal   use. 

Shrimp,   oysters,    soup,    jam. 
Shrimp,   oysters,   soup,   jam. 
Shrimp,    oysters,   soup,   jam. 
Shrimp,  oysters,   soup,   jam. 
Salmon,  sliced  fruit. 
Sweetened    condensed    milk. 
Unsweetened    evaporated    milk. 
Fruit,  vegetables. 
Fruit,  vegetables. 
Fruit,  vegetables. 
Fruit,  vegetables. 


^;There  a/e   occasional   slight  variations  from  standard  in  can  sizes,  due  to  methods  of  manufacture,   and   it   is   therefore   advisable 
irers  of  solid  fibre  board  and  corrugated  fibre  containers  to  procure  sample  cans  before  filling  orders. 


The  recommended  specifications  are  the  outgrowth  of  a  sys- 
tematic series  of  tests,  suggested  by  the  railroad  classification 
committee,  on  a  large  number  of  boxes,  ranging  from  the  lightest 
to  the  heaviest,  both  as  to  content,  caliber,  and  puncture 
Strength. 

After  the  tests  were  made,  they  were  carefully  compared 
with  similar  tests  of  boxes  gathered  in  actual  transportation. 
They  were  also  compared   with  puncture  tests  on  several 
b°XeS    that   Were   put   throu8h    the   drum    box   testing 


or   straw.      The    boxes   must    be   lined   with    double-faced   corrugated 
strawboard  on  all  sides,  top  and  bottom. 

This  means  that  either  wrappers  or  partitions  may  be  used  for 
liquids  in  glass  over  thirty  pounds,  which  is  not  now  authorized.  That 
packing  with  excelsior,  hay  or  straw  would  lie  permitted  on  boxes 
weighing  more  than  thirty  pounds,  including  not  only  glassware  and 
other  fragile  articles  but  also  liquids  in  glass,  which  is  not  now 
authorized. 

Section  9.  The  form  of  the  certificate  is  changed  and  we  think 
improved,  although  it  will  probably  be  necessary  to  modify  to  some 
extent  the  form  suggested. 

The  new  certificate  requires   the   box   maKer   tP   certify   that   the 
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Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Qu/c/f  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  I  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receive*  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  •accesses,  bat  number- 
lees  traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  la 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  •ecnr* 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  aay  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  28-C  4043  Drexel  Blvd.,  Chicago,   111. 
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THE  TRAFFIC  BULLETIN 

Shows  every  step  in 

Rate   and    Classification    Changes 

From  the  docketing  for  hearing  by 
rate  and  classification  committees 
to  the  filing  of  the  tariffs 

INDISPENSABLE 

To  one  who  keeps  a  tariff  file  or 
watches  for  proposed  or  actual 
changes.  Embargo  notices,  released 
rate  orders,  fourth  and  sixth  sec- 
tion orders,  I.  and  S.  orders  and 
vacations 

SHOWN    PROMPTLY 

Also  Shipping  Board  tariffs,  express 
tariffs  and  classification  docket,  and 

STEAMSHIP    SAILINGS 


The  Traffic  Service  Corporation 

Publisher  THE  TRAFFIC  WORLD 
418  S.  Market  St.,  CHICAGO 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Tw«nty-on.  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.»  A-l  Ste.l  St..m«r., 


SS  "VINITA" 
SS  "WEST  KADER" 
SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 


August  29 
September  19 
October  10 
October  31 


Transhipment  at  Shanghai   to  American    River  steamers   for 

Nanking.    Piikow.    Hankow    and    other    open 

Yangtae  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY  • 

Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 
Board  of  Trade  Building,  Portland,  Oregon 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -  TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 
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box  conforms  fully  to  all  construction  requirements  of  the  classifi- 
cation. 

In  this  section  also,  the  term  "joint"  is  denned  to  mean  the 
opening  where  the  box  manufacturer  joins  the  box  together,  and  the 
term  "seam"  the  openings  at  the  edges  of  inner  or  outer  flap  covers. 

Section  10.  Covers  joint  construction,  solid  fibre  boxes  as  before. 
The  word  "seam"  eliminated.  Amended  to  include  canned  goods  joint 
construction. 

Section  11.  Covers  joint  construction  corrugated  boxes  as  before. 
The  word  "seam"  eliminated.  Amended  to  include  canned  goods  joint 
construction. 

Wooden  Boxes. — The  docket  contains  also  proposed  general  speci- 
cations  for  nailed  and  lock  corner  wooden  boxes  and  for  wirebound 
boxes.  No  provisions  for  construction  of  same  are  at  present  carried 
in  the  classificatin. 

There  is  nothing  to  indicate  the  application  of  these  specifications 
for  particular  commodities,  but  we  assume  that  this  will  be  later 
developed. 


WORKING  AGREEMENT  DEVELOPMENTS 

An  announcement,  made  for  the  expressed  purpose  of  "pre- 
venting any  misunderstanding,"  was  given  out  by  the  Labor 
Board  in  Chicago,  August  13,  in  which  it  was  declared  that  no 
further  hearings  of  any  sort  would  be  held  on  the  question  of 
new  working  rules,  either  general  or  specific,  unless  the  board, 
in  its  consideration  of  the  rules  submitted,  should  itself  so 
order  to  clear  up  specific  points. 

When  the  hearings  in  the  dispute  over  the  national  agree- 
ments closed,  early  in  May,  labor  representatives  were  promised 
an  opportunity  to  submit  oral  evidence  directed  toward  the  pro- 
posal of  the  carriers  to  re-establish  piece  work  in  locomotive 
and  car  repair  shops.  A  hearing  was,  therefore,  held  last  week, 
at  which  time  both  the  carriers  and  the  workers  were  heard. 
It  developed  that  that  time,  however,  that  the  workers  intended 
to  petition  the  board  for  further  hearing  on  the  question  of 
extra  pay  for  overtime  work,  it  being  their  contention  that  the 
two  matters  were  inextricably  interwound.  The  board's  an- 
nouncement was  evidently  made  to  forestall  any  further  delays. 
It  said: 

The  board  has  had  this  subject  before  it  for  many  months  and  has 
given  the  fullest  opportunity  to  all  parties  interested  to  be  heard  and 
to  present  all  the  evidence  and  argument  desired.  The  board  feels 
that  the  direction  of  the  statute,  which  entitles  parties  interested  to 
be  heard,  has  been  complied  with.  In  view  of  the  board's  action  in 
extending  the  national  agreements  until  -a  decision  can  be  rendered, 
the  board  considers  that  to  grant  the  employes'  request  for  further 
hearings  on  each  and  every  dispute,  whether  on  piece  work  or  other 
subjects,  in  the  cases  on  rules  and  working  conditions  that  are  now 
before  the  board,  or  that  may  hereafter  be  brought  before  it,  would 
result  in  unjustifiable  and  unnecessary  delay  and  a  great  injustice  to 
the  parties  interested. 

The  board,  therefore,  proposes  to  dispose  of  these  disputes  without 
further  or  other  hearing,  and  will  not  grant  such  as  a  matter  of  right. 
But  if,  in  any  special  case  or  any  particular  rule  or  dispute,  the  board 
shall  consider  further  information  or  even  further  hearing  desirable 
or  necessary  to  a  full  understanding  and  a  just  decision,  the  board 
will  so  direct  of  its  own  motion. 

Progress  by  the  board  in  reviewing  the  submissions  of  the 
various  carriers  and  their  employes  as  to  new  rules  and  regu- 
lations has  reached  a  state  where  it  has  been  decided  to  render 
a  separate  decision  on  seven  major  rules  for  general  application, 
among  which  are  those  covering  overtime  and  piece  work.  It 
was  announced  that  this  would  be  published  immediately  and 
that  it  would  be  followed,  from  time  to  time,  by  decisions  on 
such  rules  as  may  justly  be  prescribed  for  general  application. 

Although  more  than  six  weeks  have  passed  since  the  effective 
date  for  new  working  rules,  as  prescribed  in  Decision  No.  119, 
there  have  come  to  the  board's  offices  to  date  only  865  submis- 
sions out  of  an  estimated  total  of  2,400.  Of  these  236  are  agree- 
ments. The  remainder  are  held  up  by  differences  in  opinion 
ranging  from  one  small  matter  to  the  entire  proposal. 

Board  members  see  in  the  application  of  the  Pennsylvania 
road  for  an  extension  of  time,  in  which  to  carry  out  the  provi- 
sions of  the  recent  order  directing  new  negotiations,  a  disposi- 
tion on  the  part  of  that  system  to  recede  from  its  original  posi- 
tion, evidenced  in  numerous  statements  from  its  officials  to  the 
effect  that  it  was  their  intention  to  continue  negotiating  with 
representatives  who,  according  to  the  board,  were  selected  in 
an  illegal  manner.  It  was  pointed  out  that  were  there  no  such 
intention  in  the  minds  of  the  Pennsylvania  officials,  it  would 
not  have  been  necessary  to  seek  the  additional  time. 

What  is  considered  by  some  railroad  officials  to  be  an  in- 
vitation for  the  roads  to  join  in  disregarding  the  board's  orders 
was  submitted  to  representatives  of  eastern  carriers  in  New 
York  last  week  by  the  labor  executives.  This  was  a  request  that 
the  roads  revert  to  the  wage  scales  of  June  30,  1921,  and  with- 
draw and  withhold  all  demands  for  further  decreases  in  wages 
and  the  elimination  of  punitive  overtime  payments.  Labor  offi- 
cials insist  that  the  requests  were  made  merely  to  ascertain  on 
what  grounds  the  worker  stands  with  regards  to  future  reduc- 
tions, but  the  carriers  assert  that  the  demands  for  the  future 
were  inserted  simply  to  bolster  up  the  request  for  the  elimination 
of  the  wage  decreases  ordered  by  the  board  effective  July  1. 
The  demands  were  rejected. 

Western  roads  followed  the  lead  of  those  in  the  East  by 
issuing  a  statement,  August  18,  in  which  the  requests  of  the 
union  leaders  that  the  roads  revert  to  the  wage  scales  in  effect 
June  30  and  withdraw  and  withhold  all  demands  for  further 
decreases  and  the  elimination  of  extra  pay  for  overtime  work 


were  denied.  A  conference  between  labor  leaders  and  a  com- 
mittee of  carriers'  executives  had  been  held  earlier  in  the  week. 
In  refusing  these  requests,  A.  W.  Trenholm,  vice-president  of 
the  C.  St.  P.  M.  &  O.,  chairman  of  the  carriers'  committee,  said 
that  "a  proper  regard  for  the  public  interest  does  not  permit 
the  railroad  officials  to  promise  that  requests  for  further  de- 
creases will  be  withdrawn."  He  pointed  out  that  a  further 
decline  in  the  cost  of  living  was  possible  and  that  a  wage  de- 
crease in  proportion  to  this  decline  would  be  only  just  to  the 
roads  and  the  public.  With  regard  to  the  request  for  a  reversion 
of  wage  scales  to  the  June  30  status,  he  said: 

"Here  again  the  railroads  with  a  proper  regard  for  the  pub- 
lic interets  and  their  affairs  cannot  give  the  assurance  sought. 
It  is  their  duty  to  the  public,  as  imposed  by  the  transportation 
act,  to  put  into  effect  and  maintain  the  decreases  ordered  by 
the  Labor  Board,  just  as  they  recognized  the  authority  of  the 
board  in  giving  effect  to  the  increases  granted  by  Decision  No. 
2,  which  increased  the  pay  of  railroad  employes  approximately 
$600,000,000  per  annum." 

There  seems  to  be  little  disposition  on  either  side  to  agree 
on  the  issues  of  overtime  payment  and  piece-work  arrangements. 
At  the  hearings  before  the  board  the  workers  expressed  the 
determination  to  strike  were  the  former  permanently  abolished 
and  the  latter  reinstated.  On  the  other  hand,  the  carriers,  ac- 
cording to  John  G.  Walber,  speaking  for  the  eastern  roads, 
would  make  arrangements  to  have  all  repairs  made  in  outside 
shops  in  case  the  board  took  the  opposite  view. 

The  Labor  Board  issued,  August  "19,  its  decision  No.  222,  in 
which  it  prescribed  a  series  of  seven  rules  for  overtime  handling 
on  such  roads  as  have  not  reached  separate  agreements  regard- 
ing these  matters  with  their  employes.  The  rules  are  to  take 
the  places  of  those  numbered  6,  1,  9,  10,  12,  14  and  15  in  the  so- 
called  national  agreements,  and  are,  in  the  main,  modifications 
of  those  rules.  The  first  provides  for  the  payment  of  time-and- 
one-half  for  overtime  work  on  week  days  and  all  work  on  Sundays 
and  holidays,  excepting  such  Sunday  and  holiday  work  which  is 
regularly  necessary  to  the  operation  of  the  railroads.  The  other 
rules  cover  the  details  for  the  payment  of  employes  who  work 
during  regular  lunch  periods,  those  called  in  after  work  hours 
to  perform  emergency  work,  sent  out  to  fill  temporary  vacancies 
and  those  regularly  assigned  to  road  work. 

Commenting  on  the  new  rules,  the  board  said,  in  its  de- 
cision : 

The  rules  are  all  connected  with  the  subject  of  overtime,  and  the 
board's  approval  of  them  is  based  on  its  conception  of  the  require- 
ments of  the  transportation  act  that  rules  and  working  conditions  must 
be  just  and  reasonable.  They  must  be  reasonable  and  just  both  to 
the  carrier  and  the  employe. 

There  was  a  wide  diversity  of  rules  among  the  numerous  railroads 
of  this  country  prior  to  the  standardization  that  took  place  during 
federal  control.  It  is  therefore  possible  to  cite  precedents  for  almost 
any  rule  that  may  be  advocated.  Such  precedents,  at  best,  are  per- 
suasive, but  not  controlling.  The  fact  that  a  given  rule  may  once 
have  existed  by  agreement  on  a  road  is  not  conclusive  of  its  reason- 
ableness and  justness,  for  it  may  have  been  imposed  on  the  employes 
by  unavoidable  necessity  or  on  the  carrier  by  economic  pressure. 
The  board  has  therefore  felt  constrained  to  consider  the  principles  of 
right  and  wrong  involved  in  the  proposals  and  counter-proposals  sub- 
mitted to  it,  in  the  light  of  present  conditions  and  industrial  history. 

Throughout  these  rules  the  soundness  of  the  principle  of  punitive 
pay  for  overtime  work  has  been  recognized  but  not  to  the  extreme 
extent  embodied  in  the  national  agreement. 

The  eight-hour-day  has  also  been  given  full  recognition.  The 
policy  of  paying  time  and  one-half  for  work  performed  on  Sundays 
and  holidays  is  also  approved,  but  an  important  exception  is  provided. 
Certain  kinds  of  work  which  are  unavoidably  and  regularly  per- 
formed on  Sundays  and  holidays  and  which  are  absolutely  essential 
to  the  continuous  operation  of  the  railroad  to  meet  the  requirements 
of  the  public,  are  not  treated  as  overtime  work.  The  carrier  has  no 
choice  as  to  the  performance  of  this  work,  and  does  not  aribtrarily 
require  it.  It  is  not  just  to  penalize  the  carrier  for  that  which  it  can- 
not escape.  Manufacturing  plants  can,  as  a  rule,  control  or  eliminate 
Sunday  and  holiday  work,  therefore,  a  comparison  of  such  plants  with 
a  railroad  is  unfair,  except  in  so  far  as  the  "back  shop"  is  con- 
cerned, and  the  method  of  paying  for  overtime  in  the  back  shop  has 
not  been  disturbed  by  these  rules. 

There  are  other  classes  of  employment  in  which  Sunday  and 
holiday  work  is  regular  and  necessary,  and  those  engaged  in  it  are 
not  paid  overtime;  for  example,  engineers,  firemen,  conductors  and 
trainmen,  and,  going  outside  of  railroad  service,  police  and  fire  de- 
partment employes,  and  street  car  conductors  and  motormen. 

The  practice  of  allowing  five  hours  for  a  call  is  a  relic  of  the 
time  when  ten  hours  constituted  a  day's  work,  and  it  was  thought 
just  and  reasonable  to  allow  one-half  day,  or  five  hours,  for  a  call. 
Now  that  the  hours  have  been  reduced  to  eight,  by  the  same  prin- 
ciple, it  is  just  and  reasonable  to  make  the  allowance  one-half  day  or 
four  hours. 

Employes  usually  commence  work  between  ^  a.  in.  and  7:30  a.  m., 
with  a  lunch  period  in  the  neighborhood  of  12  o'clock  noon,  and 
finish  their  regular  eight-hour  perior  at  4  p.  m.  Certainly  there  is 
no  hardship  in  asking  employes  to  continue  on  to  6  p.  m.  (if  their 
services  are  required)  before  they  go  to  a  meal,  and  in  many  cases 
workmen  would  prefer  to  work  the  additional  two  hours  in  order  to 
complete  their  work  and  go  home  without  having  to  return.  . 

If  men  are  called  after  regular  hours  for  some  emergency  work, 
it  is  fair  and  reasonable  to  use  these  men  only  on  other  emergencj 
work  which  may  have  developed  after  they  were  called  without  being 
obliged  to  call  them  again  or  to  call  other  men. 

When  men  are  sent  out  on  the  road  for  emergency  service,  or  to 
fill  temporary  vacancies,  it  is  certainly  just  and  reasonable  to  pav 
them  straight  time  for  all  time  traveling  or  waiting,  and  for  all  tiiu.- 
worked,  straight  time  for  straight-time  hours,  and  overtime  for  over- 
time hours,  in  accordance  with  the  practice  at  the  home  station  or 
at  the  point  where  they  are  temporarily  employed. 

It  is  just  and  reasonable  that  men  assigned  to  road  service  on  a 
monthly  basis  should  be  paid  eight  hours  per  day,  365  days  per  year 
without  any  allowance  for  overtime. 

It   is  a   fact   that  on    many   Sundays   and    holidays    these   mon    :ir<' 
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HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General   Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


Mr.  Traffic  Manager 

Let  Us  Help  You  Solve  Your 
Export  Traffic  Problems 


In  our  organization  you  will  find  men  of 
broad  experience  whose  knowledge  may 
prove  of  material  assistance. 

Consult  with  us  relative  to  a  service  with  a 
scope  starting  from  the  time  your  goods 
leave  the  factory  and  ending  when  the 
ocean  documents  are  dispatched. 

THE  W.  L  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 
Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  Bldg. 
NEW  ORLEANS 


New  York  Office: 
401  Produce  Exchange 


Gal  vest  on   Office: 
810-12  American  Nat'l  Ins.  Bldg. 


Direct  Private   Wire  Service  Between  All  Office* 


625  Third  S 


San  Francisco  Warehouse  Co.,  san6Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


Merchandise 

STORAGE: 
DISTRIBUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and     Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon«  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and   Carload 
Distributors 


ROCHESTER,  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

.  B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Capital 
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not  called  upon  to  work,  but  no  deduction  is  made  in  their  pay. 
These  monthly  positions  must  be  desirable  because  they  are  usually 
occupied  by  the  older  men,  and  there  is  regularity  as  to  the  monthly 
compensation. 

The  Labor  Board  does  not  deem  it  necessary  to  enter  further 
into  a  detailed  discussion  of  said  rules.  A  mere  comparison  by  an 
unbiased  mind  of  the  rules  adopted  by  the  board  and  the  corres- 
ponding- rules  embraced  in  the  national  agreement  which  were  pro- 
posed by  the  employes  for  readoption  by  this  board  is  sufficient,  the 
board  believes,  to  convince  that  the  modifications  are  just  and  rea- 
sonable and  that  the  complaint  made  by  the  carriers  that  the  national 
agreement  rules  were  burdensome,  unreasonable  and  unjust  was  well 
grounded. 

A.  O.  Wharton,  labor  member  of  the  board,  in  a  dissenting 
opinion  covering  26  pages,  pointed  out  that  the  new  rules  con- 
tain instances  in  which  the  employes  do  not  receive  as  much 
consideration  as  they  did  when  dealing  with  individual  roads 
prior  to  the  promulgation  of  the  national  agreements. 

CAR  REPAIR  CONTRACTS 

The  status  of  such  union  employes  as  may  or  may  not  be 
hired  by  shops  that  have  taken  over  or  may  take  over  contracts 
for  the  repair  of  cars  and  locomotives  has  been  put  into  ques- 
tion by  the  action  of  the  Erie  Railroad  in  leasing  its  shops  at 
Marion,  O.,  to  the  Railway  Service  Company.  Whether  or  not 
the  men  employed  in  repairing  the  equipment  of  the  Erie  under 
the  supervision  of  the  new  corporation  shall  be  considered  rail- 
road employes  is  a  question  which  will  probably  have  to  be 
decided  by  the  Railroad  Labor  Board,  if  objections  to  the  con- 
ditions of  employment  at  these  shops  are  raised  by  railroad 
union  leaders. 

The  question  has  also  arisen  whether  the  course  adopted 
by  the  Erie  is  an  attempt  to  evade  the  jurisdiction  of  the  board, 
so  that  it  will  be  possible  to  have  equipment  overhauled  by  men 
working  ten  hours  a  day  without  extra  pay  for  overtime.  The 
situation  at  Marion  is  the  outgrowth  of  trouble  which  the  Erie 
experienced  at  that  place  recently,  when  it  endeavored  to  put 
into  effect  a  ten-hour  day  and  refused  to  continue  paying  its 
men  time  and  one-half  for  overtime.  Those  men  who  left  work 
at  the  time  have  been  replaced  by  non-union  workers. 

Union  leaders  were  not  prepared  to  state  their  position  in 
the  matter  at  the  time  this  was  written.  B.  M.  Jewell,  president 
of  the  railway  employes'  section  of  the  American  Federation 
of  Labor,  pointed  out  that  in  at  least  one  other  instance — that 
of  the  leasing  of  the  shops  of  the  Erie  at  Hornell,  N.  Y.,  to  an 
outside  corporation — there  had  been  no  trouble,  as  the  men 
employed  were  evidently  satisfied  with  the  working  conditions 
under  the  new  management. 

The.  question  of  having  repairs  done  under  contract  instead 
of  in  the  shops  of  the  carriers  has-been  under  investigation  by 
the  Commission  since  February,  at  which  time  union  officials 
charged  that  various  roads  were  having  their  repairs  made  in 
outside  shops  for  the  avowed  purpose  of  making  them  cost  more 
so  that  railroad  shop  labor  organizations  in  their  shops  could  be 
discouraged.  Hearings  were  held  in  the  East  and  in  Chicago, 
and  were  suspended  early  in  July  with  the  intention  of  resum- 
ing them  some  time  during  the  fall.  It  was  the  position  of  the 
road  executives  at  these  hearings  that  it  cost  less  to  have  the 
work  done  by  contract  than  to  do  it  themselves  on  account  of 
the  limitations  in  the  handling  of  men  with  which  the  railroads 
were  hedged  about,  their  inability  to  pay  their  men  on  a  piece- 
work basis,  and  the  lowered  efficiency  of  the  railroad  shopmen 
due,  as  was  claimed,  to  impaired  morale  during  the  period  of 
federal  control. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
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authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se»-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Birvlce  Corporation,  Colorado  Building,  Washington,  D.  C. 

t     '         , .« 

Demurrage    Resulting  from    Embargo 

Missouri. — Question:  Kindly  advise  if  carriers  should  collect 
demurrage  on  two  cars  of  wood  mine  props  in  the  following 
instance:  Shipper  ordered  two  empty  cars  to  load  from  the 
railroad  agent  and  agent  at  the  time  of  ordering  failed  to  require 
final  destination  of  shipments,  but  when  the  cars  were  loaded 
and  bill  of  lading  presented  to  the  agent  for  signature  agent 
refused  to  sign  bills  of  lading,  advising  delivering  carrier  was 
embargoed.  In  the  meantime  shipper  was  endeavoring  to  find 
a  purchaser  and  demurrage  accrued.  What  are  the  rights  of 
the  shipper  under  these  circumstances? 


Answer:  Apparently  there  is  no  obligation  imposed  upon  a 
carrier  to  inquire  at  the  time  cars  are  ordered  as  to  the  destina- 
tion of  shipments  which  are  to  be  loaded  in  such  cars,  so  as  to 
save  a  shipper  the  expense  of  loading  and  unloading  or  the 
cost  of  demurrage  which  will  accrue  in  the  event  such  cars  must 
be  held  awaiting  disposition,  in  the  event  of  there  being  an 
embargo  against  the  point  to  which  they  were  to  be  shipped 
See  the  opinion  of  the  Commission  in  Cleveland  Cooperage  Co. 
vs.  D.  G.  et  al.,  57  I.  C.  C.  423. 

Causes  of  Action  Arising  Out  of  Federal  Control 

Rhode  Island. — Question:  Docket  No.  I.  C.  C.  12134  is  a 
complaint  placed  by  the  Manufacturers'  Association  of  Connecti- 
cut against  the  Director-General  of  Railroads  for  alleged  unrea- 
sonable rate  applying  on  coal  from  different  tidewater  points  in 
New  England,  especially  Harbor  Junction,  R.  I.,  and  Allyn's 
Point,  Conn.,  to  interior  Connecticut  points.  . 

A  decision  has  not  been  handed  down  on  this  case  and  we 
have  a  complaint  of  a  similar  nature  which,  of  course,  would  be 
governed  by  the  decision  as  rendered  in  the  above  complaint. 
Will  you  kindly  advise  if  any  complaint  which  we  might  make 
would  be  outlawed  after  September  1,  due  to  the  recent  decision 
of  Congress  that  all  claims  against  carriers  during  the  period 
of  federal  control  would  be  outlawed  after  September  1? 

Answer:  Paragraph  C  of  section  206  of  the  transportation 
act,  1920,  provides  that  complaints  praying  for  reparation  on 
account  of  damage  claimed  to  have  been  caused  by  reason  or 
the  collection  or  enforcement  by  or  through  the  President  during 
the  period  of  federal  control,  of  rates  which  were  unjust,  un- 
reasonable, unjustly  discriminatory  or  unduly  or  unreasonably 
prejudicial  or  otherwise  in  violation  of  the  interstate  commerce 
act  may  be  filed  within  one  year  after  the  termination  of  federal 
control.  This  period  expired  February  28,  1921,  and  while  there 
is  at  present  a  bill  before  Congress  which  has  for  its  purpose 
the  extension  of  the  period  of  time  within  which  claims  for 
overcharges  may  be  filed  until  September  1,  1921,  unless  the 
shipments  involved  in  your  claim  or  complaint  have  been  regis- 
tered with  the  Interstate  Commerce  Commission  on  or  prior  to 
February  28,  1921,  the  Commission  will  not  award  reparation 
thereon.  It  is,  of  course,  possible,  though  not  probable,  that 
Congress  will  extend  the  period  of  time  within  which  claims 
for  reparation  other  than  for  straight  overcharges  may  be  filed 
with  the  Commission,  but,  as  above  stated,  the  bill  at  present 
before  Congress  applies  only  to  overcharge  claims. 

Liability  of  Carrier  for  Wrong   Delivery 

West  Virginia. — Question:  During  February,  this  year,  we 
shipped  a  car  of  wooden  mine  ties  from  Barnesville,  O.,  to  our 
company  at  Stewartsville,  O.,  and  prepa'id  all  charges.  A  few 
days  later  the  original  bill  of  lading  was  received  from  our  mill 
people  and  we  immediately  gave  instructions  to  the  agent  at 
Neffs,  O.,  to  effect  delivery  to  our  customer  at  Stewartsville. 
Unfortunately,  however,  the  car  had  been  placed  on  the  private 
siding  of  another  company  at  Stewartsville  and  unloaded  prior 
to  receipt  of  our  delivery  instructions  by  the  agent  at  Neffs,  and 
now  the  company  that  actually  consumed  the  ties  absolutely 
refuses  to  accept  our  invoice  for  anything  near  the  price  in- 
voiced to  our  customer.  While  the  siding  of  the  company  that 
unloaded  this  car  is  owned  and  maintained  by  them,  it  seems 
that  it  has  been  the  practice  for  some  time  to  also  use  the 
same  as  a  team  track  by  a  number  of  people  receiving  carload 
shipments  at  Stewartsville,  as  a  consequence  of  which  the  rail- 
road company  contends  that  it  cannot  legally  make  settlement 
of  our  claim.  Now  we  made  no  previous  arrangement  with  the 
owners  for  the  use  of  this  siding  and,  therefore,  it  is  our  con- 
tention that  the  car  should  have  been  placed  on  the  nearest 
public  team  track  (not  private  siding)  to  Stewartsville  and  held 
until  disposition  was  furnished.  It  is  true  that  B.  &  O.  I.  r 
WL-8431  showed  Stewartsville  as  having  facilities  for  the  han- 
dling of  carload  traffic  for  all  consignees,  but  to  our  minds  this 
was  erroneous,  as  the  railroad  company  does  not  actually  main- 
tain a  general  delivery  track  at  that  station,  and  that  under 
the  circumstances  any  loss  or  damage  as  a  result  of  this  error 
is  directly  chargeable  to  the  railroad  company,  because  had  a 
public  team  track  owned  and  maintained  by  the  railroad  com- 
pany been  available  it  is  only  reasonable  to  assume  that  there 
would  have  been  no  misunderstanding  so  far  as  the  company 
with  the  private  siding  is  concerned.  As  we  view  it,  we  have 
no  case  against  the  company  that  unloaded  the  car  on  their 
private  siding,  as  we  neither  sold  nor  delivered  the  shipment 
to  them,  but  that  we  have  a  case  against  the  railroad  company 
as  a  result  of  its  negligence  not  only  in  showing  Stewartsville 
in  its  traffic  department  station  list  as  a  general  delivery  point, 
but  also  in  actually  placing  this  car  on  other  than  a  general 
delivery  track  owned  and  maintained  by  the  railroad  company 
in  the  absence  of  a  private  siding  of  our  own  at  Stewartsville. 
Please  let  us  have  your  views  in  the  matter. 

Answer:  A  carrier  is  liable  for  conversion  in  the  event  it 
actually  makes  a  wrong  delivery,  but  not  if  a  car  is  appropri- 
ated by  a  party  without  the  knowledge  or  consent  of  the  carrier. 
The  liability  of  the  carrier  in  the  instant  case  depends  upon 
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Here  Is  Proof  of  Galveston  Service 

Edward  Chambers,  formerly  director  of  traffic  of  Railroads 
and  now  vice-president  in  charge  of  traffic  for  the  A.  T.  &  S. 
F.,  says  "Ninety  per  cent  of  our  wheat  tonnage  for  export 
moves  to  Galveston  on  our  own  rails.  That  assures  the 
prompt  return  of  cars  for  service  to  the  growers  which  spells 
improved  service  to  them  and  increased  revenues  to  the  rail- 
road. When  we  sent  our  cars  to  the  Atlantic  seaboard 
they  were  scattered  all  over  the  country.  The  growers 
lacked  service  on  that  account  and  our  revenues  suffered." 

And  the  same  argument  holds  true  for  all  commodities  originating  in  the  entire 
territory  shown  in  the  above  map. 

"Follow  the  line  of  least  resistance"- —and  ship  through  Galveston. 
For  rates,  data  or  other  information 

Address,  TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 


380 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  8 


whether  or  not  the  car  was  actually  delivered  to  the  party  who 
used  the  ties. 

A  right  of  action  on  your  part  against  the  party  who  used 
the  ties  also  exists,  although  you,  of  course,  cannot  pursue  both 
remedies. 
Erroneous   Car   Number    in    Bill    of   Lading — Carrier    Not   Liable 

for  Shipper's  Error 

North  Carolina. — Question:  Please  let  us  have  ruling  on  the 
following:  Car  shipped  from  A  to  B,  bill  of  lading  made  out 
by  agent,  information  furnished  by  shipper  and  erroneous  car 
number  shown,  causing  extra  charges.  The  shipper,  of  course, 
contributed  to  this  error,  but  we  desire  to  know  to  what  extent 
carrier  is  liable  account  of  failure  to  receive  car  receipted  for. 

Answer:  While  you  do  not  state  under  what  circumstances 
the  extra  charges  accrued,  the  Commission  has  generally  held 
that  where  a  shipper  prepares  the  bill  of  lading  and  inserts  an 
erroneous  car  number  therein,  he  is  not  entitled  to  reparation. 
See  Unrep.  Op.  A-232  and  A-412,  and  Woodland  Lumber  Co.  vs. 
Norfolk  Southern  R.  R.,  38  I.  C.  C.  709. 

Liability  of  Carrier  for  Damage  to   Eggs 

Massachusetts. — Question:  The  American  Railway  Express 
Company,  in  their  express  classification  No.  27,  I.  C.  C.  1500, 
page  32,  states  that  "Rehandled  and  repacked  eggs  consist  of 
eggs  rehandled  and  repacked  in  new  standard  cases  with  new 
flats,  fillers  and  cushions  in  accordance  with  classification  re- 
quirements." We  receive  throughout  the  year  thousands  of  ship- 
ments of  near-by  hennery  eggs  which  are  considered  rehandled 
and  repacked.  The  shippers,  in  most  instances,  obtain  quan- 
tities of  second-hand  fillers  and  flats  that  are  in  perfect  condi- 
tion, sufficiently  so  to  transport  the  eggs  to  destination  to  arrive 
in  good  condition  provided  that  shipment  is  not  unduly  roughly 
handled.  We  have  entered  claims  against  the  express  company 
for  broken  and  cracked  eggs,  which  damage  appears  at  either 
the  top,  bottom  or  sides  of  the  case,  such  claims  being  perfectly 
just  and  in  order,  and,  until  recently,  paid  by  the  express  com- 
pany without  question.  We  are  now  informed  "That  our  claims 
are  declined  for  the  reason  that  second-hand  flats  and  fillers  were 
used  and  shipments  are  not  packed  in  accordance  with  classifi- 
cation requirements."  In  view  of  the  fact  that  the  express  com- 
pany received  shipments  in  good  order,  are  not  they  liable  for 
the  loss  and  damage  sustained  at  the  time  of  delivery? 

Answer:  A  common  carrier  of  goods,  in  general,  insures 
the  safe  transportation  of  goods  committed  to  him  for  that  pur- 
pose, and  he  is  responsible  for  all  damage  to  the  same  while 
in  transit,  unless  such  damage  is  occasioned  by  certain  excepted 
causes,  which  are,  an  act  of  God,  the  public  enemy,  the  inherent 
quality  or  proper  vice  of  the  articles  themselves,  or  some  act 
or  omission  of  the  shipper.  Christenson  vs.  American  Express 
Co.,  15  Minn.  270,  2  Am.  Rept.  122;  Goodman  vs.  O.  R.  &  N. 
Railroad  Co.,  28  Pacific  894;  Northwestern  Marble  &  Tile  Co 
vs.  Williams,  151  N.  W.  419. 

It  is  also  generally  held  that  where  the  shipper  packs  articles 
for  shipment,  he  cannot  recover  from  the  carrier  for  injuries 
due  to  improper  packing.  Hutchinson  on  Carriers,  section  333. 

In  the  case  of  Atlantic  Coast  Line  vs.  Rice,  52  Southern  918, 
it  is  said:  "While  the  carrier  may  refuse  to  accept  goods  im- 
properly packed,  yet  if  it  accepts  them  in  that  condition"— a 
condition  open  to  ordinary  observation — "the  duty  attaches  of 
exercising  due  care  for  its  safe  carriage."  Union  Express  Co 
vs.  Graham,  26  Ohio  St.  595;  E.  J.  &  E.  Ry.  vs.  Bates  Machine 
Co.,  98  111.  App.  311,  315;  Hannibal  R.  R.  vs.  Swift,  12  Wall  262 
272,  20  Sou.  423,  4  Elliott  on  Railroads,  1466;  Munster  vs.  S  E 
Ry.,  4  C.  B.  N.  S.  676." 

To  relieve  himself  from  liability,  the  carrier  must  prove 
that  the  loss  or  damage  arose  solely  from  one  or  more  of  the 
excepted  causes,  and  it  avails  him  not  to  show  that  the  shipper 
was  negligent  if  the  loss  or  damage  would  not  have  resulted 
except  for  the  concurring  fault  of  the  carrier.  Proof  must  bring 
the  case  entirely  and  perfectly  within  the  exception.  This  view 
is  sustained  by  the  decided  weight  of  authority.  McCarthy  & 
Baldwin  vs.  L.  &  N.  R.  R.  Co.,  102  Ala.  193,  14  Sou.  370;  Hutch- 
inson on  Carriers,  section  333. 

In  the  case  of  Northwestern  Marble  &  Tile  Company  it  is 
said  that  the  shipper  usually  knows  better  than  the  carrier  the 
manner  in  which  goods  have  been  packed,  and  the  manner  in 
which  they  should  be  packed,  and  even  though  the  carrier  may 
have  knowledge  of  some  defect  in  the  packing,  still  if  it  is  not 
.pparent  to  the  ordinary  observation  of  the  carrier  or  his  serv- 
ants that  the  goods  cannot  be  safely  carried  in  the  condition 
i  which  they  are  presented,  the  carrier  should  not  be  held  to 
take  the  chances  of  injury  from  the  improper  packing.  In  the 
instant  case,  it  appears  that  the  shipper  did  not  pack  the  cases 
in  accordance  with  that  section  of  item  15,  page  32,  Official 
Classification  I.  C.  C.  1500,  which  provides  that  cases  or  carriers 
whether  new  or  second-hand,  containing  second-hand  fillers  will 
not  be  accepted.  The  carrier  has  the  burden,  however,  of  show- 
ing that  the  damage  was  due  to  such  improper  packing  and  not 
to  its  negligence. 

Liability  of  Carrier  for  Failure  to  Reconsign 
Indiana.— Question:    On  June  24,  1921,  we  wired  the  agent 


at  Potomac  Yards,  Potomac,  Va.,  night  letter  at  7:15  p.  m.  re- 
questing diversions  on  four  cars  watermelons  consigned  to  us 
at  Potomac  Yards.  On  June  27  the  agent  wired  us  that  three 
of  these  cars  were  on  hand  without  disposition  and  to  furnish 
same.  We  wired  him  again  June  28,  1921,  day  letter  at  8:50 
a.  m.,  giving  him  diversion  for  the  second  time  on  these  three 
cars. 

It  has  been  our  experience  on  other  occasions  when  we  have 
given  the  agent  of  the  L.  &  N.  R.  R.  Co.,  Latonia,  Ky.,  diver- 
sions on  watermelons  consigned  to  us  at  Cincinnati,  they  evi- 
dently misplaced  diversions  and  requested  same  from  us  again. 
We  have  called  him  over  long  distance  and  given  him  diversions 
for  the  second  time  on  the  same  cars. 

Would  it  be  possible  in  a  case  of  this  kind  to  file  claim 
with  the  railroad  company  for  the  extra  expense,  such  as  wiring 
and  telegraph  charges?  If  so,  kindly  state  what  kind  of  claims 
these  would  be  classed  as. 

Answer:  The  carriers  under  their  reconsigning  tariffs  hold 
themselves  out  to  furnish  such  service  upon  reasonable  request 
therefor,  and  are  liable  in  damages  for  failure  to  comply  with 
reconsigning  instructions  seasonably  given.  We  have  no  record 
of  a  decision  covering  a  situation  such  as  you  present,  but  we 
are  of  the  opinion  that  the  carriers  are  liable  for  the  extra 
expense  as  same  was  the  direct  result  of  the  carriers'  negligence 
in  failing  to  comply  with  the  first  reconsigning  orders  given,  and 
could  be  recovered  in  a  court  action. 

Claims — Sufficiency  of  Notice 

Wisconsin. — Question:  On  February  1,  1919,  we  made  a  ship- 
ment to  Philadelphia,  Pa.,  and  which,  according  to  information 
received  from  the  consignee,  had  never  been  received.  We  sent 
a  tracer  to  the  initial  carrier  on  March  4,  1919,  and,  receiving 
no  reply,  wrote  them  on  April  10,  1919,  to  institute  another  tracer. 

On  September  23,  1919,  we  entered  claim  with  the  carrier 
for  the  value  of  shipment  and  were  informed  by  them  that  the 
claim  was  void,  as  it  had  not  been  presented  within  the  six 
months'  limit.  Please  advise  as  to  whether  the  carrier  is  within 
the  law  in  refusing  this  claim  and  also  does  not  our  letter  of 
April  10  constitute  a  notice  to  enter  claim  in  which  case  were 
inside  the  six  months'  limit. 

Answer:  The  mere  request  by  a  shipper  of  a  carrier  to 
trace  a  lost  shipment  is  not  equivalent  to  a  claim  or  a  written 
notice  of  claim  within  the  meaning  of  Conference  Ruling  510  of 
of  the  Interstate  Commerce  Commission. 

The  purpose  of  requiring  a  notice  of  claim  to  be  given  is 
to  enable  the  carrier,  while  the  occurrence  is  recent,  t«  inform 
itself  of  the  actual  facts  occasioning  the  loss  or  injury,  that  it 
may  protect  itself  against  claims  which  might  be  made  on  it 
after  such  lapse  of  time  as  to  make  it  difficult,  if  not  impossible, 
to  ascertain  the  truth. 

Therefore,  to  constitute  a  tracer  a  notice  of  claim,  it  must, 
according  to  the  weight  of  authority,  so  describe  the  shipment 
as  to  enable  the  carrier  to  determine  what  shipment  is  referred 
to  and  must  in  effect  state  that  a  claim  will  be  filed  for  the 
damage  resulting  from  injury  to  or  the  failure  to  deliver  the 
shipment. 
Liability  of  Express  Company  for  Damage  to  Perishable  Goods 

Iowa. — Question:  We  made  a  shipment  of  perishable  goods 
via  American  Railway  Express,  which  left  the  shipping  point 
in  the  first  train,  and  arrived  without  any  delay  at  destination 
at  7:20  p.  m.  same  day.  The  express  company  had  no  repre- 
sentative on  duty  at  destination  at  that  time  and  shipment  was 
placed  in  the  freight  office,  delivery  being  accomplished  early 
next  morning.  In  the  meantime  the  shipment,  on  account  of 
lack  of  refrigeration,  was  damaged. 

The  express  company  has  declined  payment  of  claim  to 
cover  the  damage  on  account  of  the  shipment  not  having  been 
delayed  in  transit.  They  further  state  that  the  damage  was 
chiefly  due  to  negligence  on  our  part,  because  we  did  not  for- 
ward on  an  earlier  train  to  effect  delivery  on  the  same  date. 
We  were  not  acquainted  with  the  conditions  at  destination  and 
we  contend  that  if  the  express  company  was  not  in  a  position 
to  properly  take  care  of  the  goods  they  should  not  have  accepted 
it  at  shipping  point.  Kindly  give  us  your  opinion  in  this  case. 

Answer:  We  are  of  the  opinion  that  the  express  company 
is  liable  for  the  damage  to  the  shipment  in  question  which  re- 
sulted from  its  acceptance  of  a  perishable  shipment  consigned 
to  a  point  at  which  there  were  no  facilities  for  the  proper  care 
of  the  shipment  at  the  time  of  its  arrival.  The  fact  that  the 
shipment  could  not  be  properly  cared  for  at  destination  at  the 
time  it  would  arrive,  in  the  usual  course  of  transportation,  was 
within  the  knowledge  of  the  express  company,  and  it  should 
have,  in  our  opinion,  refused  to  accept  the  shipment  for  delivery 
at  destination  at  a  time  when  no  representative  was  on  duty 
at  that  point. 

Claims   for   Overcharge — Time    Within    Which   to    File   with    the 
Commission 

Massachusetts. — Question:  A  consigns  to  himself  in  Boston 
a  number  of  carloads  of  merchandise  from  the  Pacific  coast,  the 
first  shipment  being  made  in  December,  1918,  and  the  last  ship- 
ment in  May,  19] 9.  The  freight  charges  were  paid  on  each  ar- 
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get*  thetfe  quick 


Red  Ball  Freight  Service 

•      "Car  arrived  24  hours  before  bill  of  lading." 


Think  of  it!  Fromjthe  time  of  loading  at  Kansas  City  until 
the  car  was  received  for  unloading  at  Memphis — -484  miles  away— 
(only  48  hours  elapsed. 

The  Frisco  is\also  the  short  line  from  Saint  Louis  to 
Texas.  Fast  service  is  given  through  all  gateways  if  you  ship 
oia  Frisco  _Lines'j"  Red  Ball"  freight. 


"Red  Ball"  is  a  highly  specialized  feature  of  Frisco  freight 
service,  insuring  prompt  and  expeditious  movement  of  various 
classes  of  merchandise  both  in  carload  and  less-than-carload  lots. 

For  detailed  information,  and  list  of  the  commodities  regularly 
moved  under  "Red  Ball"  orders,  and  how  to  obtain  this  expedited 
service  for  your  shipments,  write, 

George  F.  Macgregor, 

General  Freight  Agent,  Frisco  Lines, 

856  Frisco  Building,  Saint  Louis,  Mo. 
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rival  and  it  was  later  discovered  that  the  initial  carrier  applied 
a  higher  rate  than  the  goods  commanded.  Claims  were  made 
in  season  separately  for  overcharge  of  freight  on  each  carload 
and  one  of  the  claims  was  paid  by  the  terminal  carrier  in  Boston, 
which  carrier  later  discovered  that  the  claim  had  been  paid 
erroneously,  because  the  proper  rate  had  been  charged.  The 
result  was  that  the  carrier  refused  to  recognize  the  other  claims 
and  same  are  unpaid  to  this  day. 

Is  this  a  proper  case  for  the  Interstate  Commerce  Com- 
mission at  Washington,  D.  C.,  and  until  what  time  can  the  claim 
be  brought  before  that  body  if  same  is  proper  case?  I  under- 
stand that  under  recent  congressional  legislation  the  time  for 
such  cases  was  extended  to  September  19,  1921.  Will  you  kindly 
fid  vise  ' 

Answer:  There  is  now  before  Congress  a  bill  which  has 
for  its  purpose  the  extension  of  the  time  within  which  claims 
covering  causes  of  action  accruing  during  federal  control  may 
be  filed  with  the  Interstate  Commerce  Commission,  until  Sep- 
tember 1,  1921,  this  bill  limiting  such  claims  to  those  covering 
straight  overcharges  only.  The  bill,  however,  has  not  been  acted 
upon  by  Congress  as  yet. 

The  matter  which  you  present  is  one  which  should  properly 
be  considered  by  the  Interstate  Commerce  Commission,  in  the 
event  Congress  extends  the  time  within  which  claims  for  over- 
charges may  be  filed  with  the  Commission.  Unless,  however, 
the  time  is  extended,  the  claim  is  barred  under  the  provisions 
of  section  206-C  of  the  transportation  act,  which  provides  that 
such  claims  must  be  filed  with  the  Commission  within  one  year 
after  the  termination  of  federal  control. 


TRANSPORTATION    OF   DANGEROUS   ARTICLES 

The  Commission,  in  a  further  order  in  No.  3666,  the  case 
in  which  it  first  prescribed  regulations  for  the  transportation 
of  dangerous  articles,  ordered  an  amendment,  effective  Septem- 
ber 1,  as  follows: 

1838  (e).    Arsenic,  paris  green,  arsenate  of  lead,  calcium  arsenate, 
and    all   other   strongly   poisonous    articles    must   not    be    offered   i 
accepted  for  shipment  in  bulk,  but  must  be  packed  in  strong  and  t 
containers  which  will  prevent  sifting  or  escape  of  contents  in  transit, 
provided  that  sintered  arsenical  flue  dust  may  also  be  shipped  between 
plants  in  steel  gondola  cars  equipped  with  suitable  covers. 


P.   R.   R.  ACQUIRES  SUBSIDIARIES 

The  Pennsylvania  Railroad  Company  has  been  authorized,  in 
finance  docket  No.  1240,  to  acquire  its  subsidiary,  the  New  York, 
Philadelphia  &  Norfolk,  by  lease  for  999  years  from  July  1,  1! 
The  same  company,  in  finance  docket  No.  411,  has  been  author- 
ized to  acquire  the  New  York  Bay  Railroad,  another  subsidiary, 
for  a  period  of  949  years  and  6  months  from  January  1,  1921. 


PERE    MARQUETTE   ABANDONMENT 

The  Pere  Marquette,  in  finance  docket  No.  1478,  has  been 
authorized  to  abandon  a  branch  line  in  Benzie  County,  Michigan, 
extending  from  Clary  to  Carters,  a  distance  of  approximately 
4.45  miles.  The  Commission  found  there  was  no  substantial  rea- 
son for  continuing  the  operation  of  that  branch. 


FUNDING  BILL  HELD  UP 

The    Traffic    World    Washington   Bureau 

Bulletin: — Chances  for  passage  of  the  Townsend  bill  before 
recess  in  the  Senate  were  regarded  as  slight,  August  19.  after 
Senator  Townsend  had  submitted  a  report  to  the  Senate,  rec- 
ommending passage.  He  said  he  would  call  the  bill  up  at  the 
earliest  opportunity.  Senator  Borah  said  if  the  intention  was 
to  consider  the  bill  before  the  recess,  he  would  demand  that 
a  quorum  be  present.  Senator  La  Follette  announced  he  would 
move  to  recommit  the  bill  to  the  committee,  because  the  hear- 
ings had  been  "lopsided."  Senator  Townsend  said  the  committee 
was  prepared  to  defend  its  action,  as  to  hearings,  on  the  floor. 
After  this  flurry  it  was  believed  the  passage  of  the  bill  would 
not  be  pushed  until  after  the  recess.  It  is  planned  to  take  the 
Winslow  bill  up  in  the  House  Tuesday. 


E.,  W.   F.  &  G.  STOCKS  AND  BONDS 

The  Eastland,  Wichita  Falls  &  Gulf  has  applied  to  the  Com- 
mission for  authority  to  issue  to  the  purchaser  or  purchasers 
thereof,  all  stock  in  the  company  subscribed  and  fully  paid,  not 
to  exceed  $1,000,000;  to  issue  bonds  to  the  extent  of  $551,000 
and  to  secure  the  bond  issue  by  a  first  mortgage  on  the  property. 
The  company  operates  a  road  26  miles  long  in  Eastland  and 
Stephens  counties  in  Texas. 


FLORIDA    LINE   ABANDONMENT 

The  Seaboard  Air  Line  Railway  Company  has  applied,  in 
finance  docket  No.  1553,  for  permission  to  abandon  its  Fruitville 
branch  of  0.66  mile  in  Manatee  County,  Florida,  because  the 
total  revenues  from  the  line  do  not  justify  continued  mainte- 
nance and  operation.  The  company  said  that  practically  no 
traffic  now  moves  over  it  and  none  is  in  prospect.  The  track 
material,  it  is  said,  could  be  used  advantageously  elsewhere. 


P.  R.   R.  TO   LEASE  C.  V.  &  M. 

The  Pennsylvania  Railroad  Company  has  been  authorized, 
in  finance  docket  No.  1388,  to  acquire  by  lease  the  Cumberland 
Valley  &  Martinsburg  Railroad,  now  operated  by  it.  The  pro- 
posed lease  would  be  for  a  period  of  999  years  from  July  1,  1920, 
at  an  annual  rental  of  $42,000. 


ARANSAS    HARBOR    TERMINAL    LOAN 
The  Aransas  Harbor  Terminal  Railway  has   applied  to  the 
Commission   for  authority  to  issue   $50,000   of  6   per  cent   prior 
lien   five-year   gold   notes,   which   will   be   placed   with    the   Sec- 
retary of  the  Treasury  as  collateral  for  a  loan  of  $50,000. 


LOAN   TO   W.   &    L.    E. 

The  Wheeling  &  Lake  Erie  has  been  authorized,  in  finance 
docket  No.  1524.  to  pledge  $451,000  of  refunding  mortgage  6 
per  cent  bonds,  series  C,  with  the  secretary  of  the  treasury  as 
partial  security  for  a  loan  from  the  United  States  under  section 
210  of  the  transportation  act. 


MONONGAHELA    RAILWAY    LOAN    DENIED 

The  Commission  has  dismissed  an  application  of  the  Monon- 
gahela  Railway  Company  for  a  loan  of  $1,000,000.  The  Com- 
mission approved  a  loan  of  $250,000  to  the  company  some  time 
ago,  but  the  company  could  not  meet  the  requirements  of  the 
Commission  that  the  company  provide  itself  with  an  equal  amount 
to  finance  additions  and  betterments. 


PEARL    RIVER    VALLEY    NOTES 

The  Commission  has  authorized  the  Pearl  River  Valley  Rail- 
road Co.  to  issue,  from  time  to  time,  unsecured  promissory  notes 
at  any  one  time  not  to  exceed  $27,500  in  renewal  of  outstanding 
notes. 


LONG  FORK  STOCK  AND  BONDS 

The  Long  Fork  Railway  Company  has  asked  for  authoritj 
to  issue  $485,000  worth  of  capital  stock  and  $1,347,500  of  first 
mortgage  bonds  and  deliver  these  securities  to  the  Baltimore 
&  Ohio  in  settlement  of  advances  for  capital  purposes.  The  ap- 
plicant is  a  subsidiary  of  the  Baltimore  &  Ohio. 


MOBILE   &    OHIO    VALUATION 

In  the  completed  tentative  valuation  of  the  Mobile  &  Ohio 
the  Commission  stated  the  final  value  of  the  property  owned 
and  used  at  $43,279,997;  the  value  of  the  total  used  at  $44,329,- 
440;  the  cost  of  reproduction  new  at  $47,705,159;  and  the  cost 
of  reproduction,  less  depreciation,  at  $36,001,771.  The  Mobile 
&  Ohio  has  issued  or  assumed  a  total  of  $80,500,479  in  stock 
and  bonds  or  other  long-term  debts,  of  which  $37,807,800  was 
outstanding  on  the  date  of  the  valuation,  June  30,  1915.  The 
capital  stock  issued  or  assumed  is  $7,581,600,  of  which  $6,016,- 
800  is  outstanding.  The  funded  debt  issued  amounts  to  $68,- 
262,425,  of  which  $27,591,000  is  outstanding;  the  assumed  debt 
amounts  to  $4,656,453,  of  which  the  outstanding  part  amounts 
to  $4,200,000. 

S.  A.  &  A.   P.   EQUIPMENT  NOTES 

The  San  Antonio  &  Aransas  Pass,  in  finance  docket  No.  1536, 
has  been  authorized  to  execute  and  deliver  at  par  to  the  general 
equipment  company  $39,587  of  equipment  notes  in  connection 
with  the  acquisition  of  31  second-hand  steel  underframe  gon- 
dolas at  an  aggregate  cost  of  $40,517.  Authority  had  to  be  pro- 
cured to  issue  these  notes  because  they  aggregate  more  than  5 
per  cent  of  the  par  value  of  outstanding  securities  of  the  com- 
pany. 


A.  C.  &  Y.   LOCOMOTIVE   PURCHASE 

The  Akron,  Canton  &  Youngstown  has  applied  to  the  Com- 
mission in  finance  docket  No.  1552,  for  authority  to  issue  equip- 
ment trust  certificates  amounting  to  $396,000  to  be  used  in  pay- 
ing for  nine  ten-wheel  freight  locomotives,  which  are  to  cost 
$411,000.  The  Union  Trust  Company  of  Cleveland  is  to  be 
trustee. 


DISCONTINUANCE  OF   ROAD   IN    FLORIDA 

A  conditional  certificate  authorizing  the  applicant  to  aban- 
don operation  for  90  days  has  been  issued  in  finance  docket  No. 
1159  to  the  Atlanta  &  St.  Andrews  Bay.  For  the  period  men- 
tioned that  road  has  been  authorized  to  discontinue  the  opera- 
tion of  its  branch  between  Panama  City  and  St.  Andrews,  Fla., 
a  distance  of  1.89  miles.  The  discontinuance  for  that  period  has 
been  authorized  with  a  view  to  having  the  railroad  company  and 
the  citizens  of  St.  Andrews  come  to  a  conclusion  as  to  whether 
the  Commission  would  be  warranted  in  requiring  the  railroad 
company  to  operate  that  branch  or  whether  the  citizens  would 
be  willing  to  pay  more  for  the  service,  if  it  should  be  shown 
during  the  experimental  period  that  that  is  what  they  should 
do  as  a  condition  whereby  they  would  be  accorded  railroad 
service. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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Docket  of  the  Commission 


Note.     Items  in  the  Docket  marked  with  an  asterisk  (*)   are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will   be  noted  elsewhere. 
August  24 — Atlanta,   Ga.— Railroad  Commission  of  Georgia: 

Finance    Docket    1451 — Application    of    Hawkinsville    &    Florida    Sou. 

Ry.  Co. 
August  25 — Washington,  D.  C. — Examiner  Clarke: 

*  Finance   Docket   1522 — In  the   matter  of  application  of  the  A.   T.    & 

S.  F.  Ry.  for  authority  to  acquire  control  of  the  California  South- 
ern R.  R.  Co. 

August  26 — Washington,  D.  C. — Examiner  Clarke: 

Finance   Docket  1375 — Application  of  the  N.   Y.  C.   for  approval  of  a 
certain  lease. 

August  29 — Washington,  D.  C.: — Examiner  Paca  Oberlin: 

*  Finance    Docket   1268 — In  the  matter  of  the  application  of  the  Chi- 

cago &  Illinois  Western  R.  R.  to  increase  its  capital  stock  and  to 
issue  the  same. 
August  29 — Washington,  D.  C. — Examiner  John  Agate: 

*  Finance  Docket  1546—Application  of  L.  &  N.  R.  R.  to  issue  certain 

capital  stock  to  execute  a  first  and  funding  mortgage  and  to  issue 
certain  bonds  thereunder. 
September  1 — Washington,  D.  C. — Director  Colston: 

Finance   Docket   1535 — In  the  matter  of  the  application   of  the  pro- 
visions of  Section  209  of  the  Transportation  Act,  1920,  to  the  car- 
riers by  railroad  under  common  ownership  or  control. 
September  1 — Chicago,  111. — Examiner  Wilson: 

I.  and  S.  1371 — Sand  and  gravel  from  Michigan  City,  Ind.,  to  Johns- 

town-Connellsville  territory. 
Sept.  1 — Norfolk,  Va. — Examiner  Wilson: 

12771 — Farmers  Mfg.   Co.  et  al.   vs.  Director  General  and  S.  A.   L. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 
September  2 — Salt  Lake  City,  Utah — Examiner  Keene: 

12821 — Utah  Fuel  Co.  vs.  Director  General. 
Sept.   2 — Beaver   Dam,   Wis. — Examiner   Carter: 

12787— Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
Sept.  3 — Charlotte,  N.   C. — Examiner  Wilson: 

12804 — Queen  City  Iron  &  Steel  Co.   vs.   S.   A.   L,.,    Director  General 

et  m 
September  6 — Boston,  Mass. — Examiner  Gerry: 

I.  and  S.  1369 — Woolen  yarn  from  Skowhegan,  Me.,  to  Boston,  Mass.. 

and  other  points. 
September  6 — Washington,  D.   C. — Examiner  Fuller: 

I.  and  S.  1365— Routing  on  coal  from  Western  Maryland  Ry.  mines 
to  eastern  destinations. 


Sept.  6 — Charleston,   S.   C. — Examiner  Wilson: 

12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 
12675 — Charlseton  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al. 
September   6— Chicago,    111. — Examiner   Carter: 

12810 — Columbia   Quarry   Co.    vs.    Director   General. 
12801 — Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
September  6 — San  Francisco,  Calif. — Examiner  Keene: 
12896 — East  Bay  Water  Co.  vs.  Director  General. 
12843 — Pacific  Rice  Mills  et  al.  vs.   Director  General. 
September  7 — Washington,  D.  C. — Examiner  W.  H.  Wagner: 
*  12478 — Allowance  of  mileage  for  Mississippi  River  crossings.     (Hear- 
ing confined  to  introduction  of  testimony  bearing  on  crossings  at 
Angola,  La. ) 
September  7 — Washington,  D.  C. — Examiner  W.  H.  Wagner: 

12478 — Allowance  of  mileagij  for  Mississippi  River  crossings. 
September   7 — Chicago,   111. — Examiner   Carter: 

12807 — California    and    Hawaiian    Sugar    Refining    Corp.    et    al.    vs. 

A.  T.  &  S.  F.  et  al. 
Sept.  7 — Washington,  D.  C. — Examiner  Fuller: 

5504 — The  Cotton  Manufacturers'  Assn.  of  S.  C.  vs.  C.  C.  &  O.  et  al. 
September  7 — Columbus,   Ohio — Examiner  Mullen: 

12712 — Hood    Coal   Co.    et   al.    vs.    Monongahela   Valley    Traction    Co. 

et  al. 
Sept.    7 — Knoxville,    Tenn. — Examiner   Gault: 

12762 — Southern  Appalachian  Coal  Operators'  Assn.   et  al.   vs.   C.  N. 

O.   &  T.   P.   et  al. 
September  7 — Colorado  Springs,  Colo. — Commissioner  Hall: 

12855 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General,  Colorado 

&  Wyoming. 

12856 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
12935 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
12936 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12937— -The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12938 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12938    (Sub.    No.    1) — The    Colorado   Fuel    and   Iron   Co.    vs.    Director 

General. 

12939 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12948 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
September  7 — San  Francisco,  Calif. — Examiner  Keene: 

12800 — A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General  and  Sacramento  Northern. 
12802 — A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General. 
Sept.  7 — Pittsburgh,  Pa. — Examiner  Cassidy: 

12812 — Gulf  Refining  Co.  vs.  Director  General  and  P.  R.  R. 
12678 — American  Fruit  Growers,  Inc.    (Crutchfield  &  Woolfolk  Div.), 
vs.  American  Ry.  Express  Co. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Fourth  Section  applications  345,  349,  and  11996,  etc.,  bled  by  R.  H.  Countlss,  Union  Pacific  R.  R.,  Great  Northern  Ry.,  and  Northern 

Pacific  Ry.,  covering  rates  from  Pacific  coast  terminals  and  other  western  points  to  points  In  Atlantic  seaboard  territory. 

being  heard  In  Boise,  Salt  Lake  City,  Los  Angeles,  San  Francisco,  Portland  Ore.,  and  Spokane. 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Company,   official   reporters   to   the   Commission,    Woolworth 
Building,  New  York  City. 

The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 
page  for  each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate    and    Foreign    Commerce 

Bperlalist  A  Counsellor 

Bate  Analysis — Claims 

fcansportatlon  971  SPITZER  BLDd. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  State, 
Interstate  and  Foreign  Commerce 


QBOBQK  N.  BBOWH 


QEORQE  L.  BOYLK 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Buildinf, 

Tekpaoae  Mai 


Wuhinfton.  D.  C 

,4704 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  Shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamlntr.  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  IB  the 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matters  before  the  Interstate 
Commerce  Commission.  Income  Taz  Unit,  Federal 
Trade  CommiMion,  United  State*  Shippins;  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDO.    WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT   LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,    Harrison  8808 


100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Kate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
139  South  Third  St. 

Pittsburgh 
15ST    Olirer    Bnildinc 

Savannah,    Ga. 
Savannah  Bank  and  Trust   Bldg. 

Los    Angeles,    Cal.  Portland,    Ore. 

427    Van    Nuya    Bide.  704    Title   &   Trust   Bide. 

1103   L.   C.   Smith   Bide.,   Seattle.   Wash. 
Room  495.  Ellicott  Sq.   Bide.,   Buffalo,   N.   Y. 


New    York 
42    Broadway 
Mobile,  Ala. 

S.  W.  Cor.  St.  Francis  £  Water  SU. 
Oakland,    Cal. 
Parr  Terminal 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENN AN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salic  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


Every  Tariff  in  its  place  at  the  right  time  saves  money. 

V 

Can  you  afford  to  do  business  without  them? 


SEVEN  good  reasons  why  you  should  in- 
stall "Wetzel  Drop  Front  Tariff  Files"  in 
your  Traffic  Department: 

1 — They  save  time — they  save  money. 

2 — They  provide,  by  direct  reference,  quick 
and  convenient  service. 

3 — They  require  no  indexing,  each  drawer 
being  labeled,  showing  what  tariffs  are 
filed  therein. 

4 — They  keep  the  tariffs  clean,  and  tariffs 
cannot  become  torn,  owing  to  the  prin- 
ciple of  the  tariffs  being  filed  flat. 

5 — They  can  be  enlarged  at  any  time,  as  the 
sections  are  all  of  uniform  size. 

6 — They  are  substantial  in  construction,  can- 
not get  out  of  order  and  never  need  be 
replaced. 

7 — They  make  a  very  attractive  piece  of 
office  furniture,  and  can  be  finished  to 
match  your  furniture. 


— Tl— Top  Section. 


-T2— T  a  r  1  4"  Hie 
Section  with 
24  —  2  Inch 
Drop  Front 
Drawers. 


-T3— T  a  r  1  «  die 
Section  with 
16  — 3  Inch 
Drop  Front 
Drawers. 


-T5— 8  1  I  d  I  n  8 
Shelf  Sec- 
tion. 


r+— T  a  r  i  tt  flle 
Section  with 
12  —  4  Inch 
Drop  Front 
Drawers. 


— T8 — Two  -  drawer 
Storage  Sec- 
tion. 


— T7— S  a  n I t  an 
Base  Sec- 


A  Tariff  File  that  gives  100%  service  for  a  lifetime  is  a  necessary  and  paying  investment. 

Write  Today  for  Information 

P.  A.  WETZEL  COMPANY 


City  Salesroom : 

1351   Marquette  Building,  Chicago 

Telephone:  Central  2845 


Address  all  Correspondence 

General  Office  and  Factory; 
Springfield,   Illinois 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 
PHILADELPHIA! 


HAMBURG 
TO      •!  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA! 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


TO 


SAN  PEDRO 
SAN  FRANCISCO 
SEATTLE 
,  PORTLAND 

Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


MOBILE 

NEW  ORLEANS! 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  Bldg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Export  and  Domestic  Freight].Forwarders. 

Consolidators  of  Machinery, 

Household  Goods,  Automobiles,  Pianos, 

and  Everything  for  Export  Anywhere. 


Consolidated  Carload  Freight  Forwarding  Service  is  built  on 
twenty-two  years  of  study  and  experience,  and  covers  the 
Atlantic,  the  Pacific,  the  Continent  of  North  America — in 
fact,  the  World.  But  the  big  fact  to  grasp  is  that  it  covers 
all  those  points  which  assure  safety  of  goods,  prompt  shipment 
and  decided  saving  of  time,  trouble  and  expense. 

Our  Specialties — Household  Goods,  Automobiles,  Machin- 
ery, Toys  and  Pianos,  consolidated  in  carload  shipments  and 
shipped  in  through  cars  at  reduced  rates,  and  General  Commod- 
ities for  Export  to  any  part  of  the  World. 

The  Service  -which  is  Different.     "How  different?" 
Let  us  figure  on  your  next  shipment  and  you  will  understand. 

TRANS  -  CONTINENTAL  FREIGHT   COMPANY 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Wool  worth  Bldg.,  New  York 

Old  South  Building.  Boston  Hippodrome  Building,  Cleveland 

Ellicott  Square,  Buffalo  Monadnock  Building,  San  Francisco 

Drexel  Building,  Philadelphia  Van  Nuys  Building,  Los  Angeles 

Union  Trust  Building,  Cincinnati  Alaska  Building,  Seattle 

I3th  and  Kearney  Sts.,  Portland,  Oregon 

'Phone  or  Write  the  Nearest  Office 
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POLITICS  AND  FREIGHT  RATES 

The  statement  by  Chairman  Clark,  of  the  Inter- 
state Commerce  Commission,  published  in  The  Traffic 
World  of  August  20  with  reference  to  his  resignation 
from  that  body  ought,  we  think,  to  put  a  stop  to  rumors' 
that  he  resigned  as  a  result  of  friction  between  himselc 
and  President  Harding  over  the  freight  rate  situation. 
It  seems  to  be  established  without  doubt  that  he  re- 
-ii;iH-d  for  the  reasons  given  by  him  and  for  no  others. 

But,  whatever  the  facts  with  regard  to  this  particu- 
lar incident  or  this  particular  phase  of  the  railroaxl  situa- 
tion, and  whatever  the  attitude  taken  by  the  President 
in  his  dealings  with  Mr.  Clark  with  respect  to  freight 
rates,  it  is  more  or  less  apparent  that  there  is  a 
tendency  right  now  for  the  administration  in  Washing- 
ton to  attempt,  if  not  to  take  control  of  the  immediate 
rair  -ituation,  at  least  to  control,  in  a  measure,  the  In- 
terstate Commerce  Commission  as  a  body  charged  with 
the  function  of  carrying  out  the  policies  or  the  ad- 
ministration. As  illustrating  the  more  or  less  current 
idea  of  what  it  is  being  attempted  to  do,  we  print  the 
•ollowing  July  30  bulletin  of  a  confidential  news  bureau 
I  in  Washington,  which  has  come  into  our  hands: 

"We  are  able  to  report  the  following,  the  great 
•jgnificance  oi  which  in  long-term  planning  is  obvious: 

The    elements    now    dominant    in    the    Administration    have 

reached   the  conclusion   that,   in  view  of  the   vast   range  of   its 

new  powers,  the  Interstate  Commerce  Commission  cannot  con- 

;  tinue  to  bo  a  detached  body,  after  the  manner  of  the  Supreme 

j  Court,  but  must  be  vitalized  and  rejuvenated  by  being  brought 

into  (loser  contact  with  Administration  purposes  and  plans.     It 

must  be  made  responsive,  in  a  measure,  to  public  opinion  or  be 

I'd  of  its  extraordinary  authority.     The  recognition  of  Mr. 

Clark  was   not  an   incident,  but  the  beginning  of  a  new  epoch. 

Iministration  is  not  reconciled  to  the  backwardness  of  the 

ission  in  rectifying  rate  inequalities.     It  feels  that  proper 

''•ration    has   not   been   given    to   an   adjustment   of  heavy 

"inmiodity  freight  rates  to  the  selling  price  of  the  commodities. 

and    that    business   revival   has   been  unnecessarily   held   up   by 

wliai    is  described  as  too  great  conservatism  on  the  part  of  the 

Commission,   which   is   governed    too   much   by   statistics   and   too 

liitle   by   "practical   consideration."     A   Commission   is  required, 


the  policies  of  wh'ch  can  fit  smoothly  and  quickly  into  general 
Administration  policy.  Unless  a  Commission  can  be  got  that 
will  function  in  this  way,  the  transportation  act  must  be  revised 
so  as  to  minimize  the  likelihood  of  the  Commission  getting  in 
the  way  of  an  Administration  economic  program.  The  first  re- 
sult to  flow  from  this  situation  will  be  a  modification  and  reduc- 
tion of  freight  rates  and  this  will  happen  so  soon  as  the  proper 
setting  has  been  arranged.  The  order  should  be  ex  parte,  as 
was  the  case  when  rates  were  increased  last  summer. 

Note  that  in  the  recital  of  its  accomplishments  given  out 
at  the  White  House  yesterday,  the  Administration  takes  credit 
to  itself  for  the  lowering  of  rediscount  rates  and  other  changes 
of  policy  by  the  Federal  Reserve  Board,  which  is  only  another 
way  of  saying  that  the  Administration  has  already  been  able 
to  bring  the  Federal  Reserve  Board  into  the  relationship  with 
the  Administration  which  it  is  thought  the  Interstate  Commerce 
Commission  also  should  occupy.  This  was  possible  because  the 
Secretary  of  the  Treasury  and  the  Comptroller  of  the  Currency 
are  members  of  the  board,  but  there  are  no  such  points  of  con- 
tact between  the  White  House  and  the  I.  C.  C.  In  a  business 
way,  there  are  three  great  and  independent  governmental  agen- 
cies— the  Federal  Reserve  Board,  the  Interstate  Commerce  Com- 
mission, and  the  Shipping  Board — to  which  is  to  be  added  a 
fourth  in  the  form  of  a  permanent  Finance  Corporation.  No  Ad- 
ministration can  succeed  unless  these  four  bodies  reflect  its 
views.  The  only  place  such  a  reflection  of  views  is  not  now 
fully  assured  is  in  the  I.  C.  C.  and  that  is  why  a  sort  of  rebuild- 
ing of  the  Commission  has  been  begun.  It,  too,  will  be  in  line 
very  shortly. 

"We  are  not  permitted  to  state  where  we  secured 
the  foregoing  analysis,  for  very  obvious  reasons,  but 
it  may  be  'relied  on  as  being  substantially  accurate, 
whether  denied  or  not.  It  visualizes  what  is  now  un- 
questionably the  most  important  development  in  process 
in  Washington  as  far  as  the  the~ory  of  government  regu- 
lation is  concerned.  'It  is  not  our  intent,'  says  the 
responsible  person  to  whom  wp  have  talked,  'tn 


responsiDie  person  ro  wnnm — wt-  navp  Taiitfii, — m  ^ui 
these  great  independent  agencies  of  the  government  into 
politics,  but  they  cannot  be  permitted  to  keep  so  far 

r»itt    r»f    nrilirirc    tVtpf    miVilir    nmninn    nnH    rfip    ^If^rtirm    re- 


out  of  politics  that  public  opinion  and  the 
turns  have  no  meaning  for  them  whatever.'" 

We  do  not  vouch  for  the  reliability  of  the  "tip" 
contained  in  this  bulletin  and  we  do  not  know  where 
the  information  on  which  it  was  issued  came  from.  But 
we  do  say  that  the  tone,  of  the  bulletin  is  not  incon- 
sistent with  what  are  understood  to  be  the  ideas  of. 


persons  "ytrp™Ql 
S«  >me    other   d 


*"  Prp<;idfnt-  Harding  nor  with 
recently  —  notably   the    state- 


ment issued  from  the  White  1  louse  claiming  credit  for 
reduction  in  export  grain  rates^  That  the  statement  was 
not  accurate  is  not  the  point  just  now,  but  rather  that  the 
White  House  should  interest  itself  in  the  situation,  or, 
having  interested  itself,  assert  publicly  that  it  had 
brought  about  freight  rate  reductions. 

Of  course,  there  is  nothing  sacred  about  the  present 
method  —  except  that  it  is  the  lawful  one  —  of  regulating 
freight  rates.  If  the  people,  through  Congress,  decide 
to  change  the  method  and  place  the  Commission  under 
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OCLF,  HOBUE  A  NORTHF.I1> 
IUILKOAD 

AMD    CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

DAILY  Thru  Merchandise  Package  Cars  from 
CHICAGO  and  ST.  LOUIS,  and  WEEKLY  Thru 
Refrigerator  Package  Cars  from  CHICAGO  to 
UNION,  MERIDIAN,  LAUREL,  MISS.,  and 
MOBILE,  ALA.,  via 

I.  C.  R.  R.— Jackson,  Tenn.— G.  M.  &  N.  R.  R. 

Daily  Thru  Package  Cars 


ARRIVE 

LEAVE 

Union     .     .     . 
Meridian     .     . 
Laurel    .     .     . 
Mobile   .     .     . 

Chicago 

St.  Louis 

10:00  p.m. 
11:36  a.m.  3rd  day 
3:05  p.m.  3rd  day 
4:20  p.m.  3rd  day 
4:10  a.m.  4th  day 

7:00  p.m. 
11:36  a.m.  2nd  day 
3:05  p.m.  2nd  day 
4:20  p.m.  2nd  day 
4:10  a.m.  3rd  day 

Weekly  Thru  Refrigerator  Package  Cars 

Leave  CHICAGO  every  Thursday  night  for  LAUREL  and 
MOBILE,  and  every  Friday  night  for  MERIDIAN,  moving 
on  same  schedules  as  Daily  Package  Cars,  and  offering  unex- 
celled service  for  the  handling  of  Butter,  Cheese.  Eggs,  Fresh 
Meats,  and  other  perishables  from  North  and  West  to  desti- 
nation points  named  and  to  Mobile  for  Export. 

Route:  "I.  C.-G.  M.  &  N.  Package  Cars" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis,  I  ml.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 
For  information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.   L   *    W.    R.    R.    Building.    Indianapolis,    Ind.                201    Mercantile    Building;,    Cincinnati,    Ohio.  1210    Barclay    BIdgr..    New    York 

330   Keiich    Building,   Springfield,    111.                                          337   Marquette    Bldg.,   Chicago  728    Monadnock    Bldg.,    San    Francisco.    Calif. 

894    Arcade    Building,    St.    Louis,    Mo.                                      312    Park   Bid*..    Pittsburgh,   Pa.  S09  Wesley-Roberta  Bide..  Los  Angeles,  Calif. 

107  Railway  Exchange.  Kansas  City,  Mo.                                   41  Porter   Bld».,  Memphis,  Te»«.  (14  Colmaa  Bid...  Seattle.  Wash. 
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tin-  administration  or  to  replace  it  with  some  other  body 
that  shall  lu-  (lomiuatnl  by  tin-  administration,  that  is 
their  privilege.  But  until  they  do  so  decide — and  we 
do  nut  believe  tlu-v  will  ever  do  it  with  their  eyes  open 
tlie  method  preserihed  by  the  law  is  the  one  that 
must  be  followed.  Under  the,  law  the  administration— 
which  means  the  President  and  the  agencies  which  he 
trols — has  nothing  whatever  to  do  with  freight  rates^ 
(  ',  'iiqress.  mav.  if  it  chooses,  order  tfie  Commission-La 
,-ul just  specific  rates,  but  it  has  nevcr^hoscn  to  do  things 
that  way.  The  Commission  is  its  agent  and  it  relies 
•k  the  judgment  of  its  agent  within  certain  prescribed 
•nits.  That  is  the  way  we  should  continue  t<>  operate. 
But  undoubtedly  we  are  in  danger  from  two  sources 
at  this  time.  The  first  is  from  usurpation  by  administra- 
tion officials  of  the  functions  of  the  Commission  in 
certain  respects,  or  great  embarrassment  for  the  Com- 
mission from  their  attempts  to  do  so;  the  second  is 
from  a  movement  organized  in  Congress  to  change 
Ir^ally  the  method  of  railroad  regulation. 

To  a  great  extent  either  or  both  of  these  possibili- 
ties may  be  forestalled  if  they  are  foreseen.  The  Com- 
mission should  take  extra  precautions  to  see  that  its 
decisions  and  rulings,  as  well  as  its  informal  advice, 
are  wise  and  statesmanlike  and  not  restricted  by  too 
much  regard  for  technicality  and  routine.  The  car- 
riers should  co-operate  with  all  good  suggestions  for 
rate  adjustments  that  promise  relief  to  depressed  busi- 
nrss  where  such  suggestions  may  be  put  into  effect  with- 
out unfairness  to  themselves.  The  buyers  of  transporta- 
tion should  study  the  subject  with  a  somewhat  wider 
vision  than  is  found  in  some  of  them  and  should  at 
least  refrain  from  permitting  their  own  individual  griev- 
ances to  be  used  as  propaganda  for  the  breaking  down 
of  the  present  plan  of  regulation,  unless  and  until  some- 
thing admittedly  better  is  found. 


DELAY  IN  THE  SENATE 

What  a  pity  it  is  that,  under  the  rules  of  the  United 
States  Senate,  it  is  possible  for  a  few  railroad  baiters  like 
Senator  LaFollette  to  delay  action  on  a  measure  of  such 
importance  to  the  transportation  and  general  business 
situation  as  the  railroad  funding  bill,  so  that  Congress 
was  unable  to  pass  it  before  the  beginning  of  the  recess, 
which  will  last  until  the  latter  part  of  September.  Ac- 
tion  now  is  impossible  before  the  first  of  October  at  the 
earliest.  In  the  meantime,  recognition  by  the  Adminis- 
tration, the  railroads,  the  shippers,  business  generally, 
and  even  the  majority  of  the  Senate  itself,  of  the  useful- 
ness of  this  proposed  act  as  a  relief  measure  and  one  of 
the  few  things  that  the  government  might  do  to  restore 
business  to  normalcy,  has  availed  nothing,  either  with 
men  of  the  LaFollette  type,  or  with  the  Senate  of  which 
he  is  a  member  to  put  him  and  his  ilk  where  they  be- 
long. \\'e  suppose  that,  sooner  or  later,  the  bill  will  be- 
come a  law,  but  prompt  action  would  have  helped 

ily. 


now  in  force,  it  seems  to  us  that  the  easiest  course  for 
him  to  follow  would  be  to  carry  out  the  board's  order 
and  allow  his  employes  to  re-t-hrt  representatives,  since 
that  would,  of  course,  result  in  a  retention  of  the  con- 
tracts. Mr.  Rea  himself  says  that  the  matter  is  so  trivial 
that  it  does  not  fall  under  the  jurisdiction  of  the  board. 
Why,  then,  all  the  fuss? 

We  have  expressed  ourselves,  on  several  occasions, 
regarding  the  apparent  injustice  of  the  labor  sections  of 
the  transportation  act,  which  provide  for  a  Labor  Board, 
invest  it  with  full  authority  for  deciding  all  disputes  be- 
tween the  railroads  and  their  employes,  and  then  over- 
look the  detail  of  providing  some  method  by  which  its 
decrees  may  be  enforced.  The  inevitable  outcome  ot 
this  oversight  has  been  that  the  railroads,  which  arc 
run  by  law-abiding  citizens,  with  the  interests  of  the 
country  at  large  at  heart — to  an  extent,  at  least — have- 
felt  themselves  bound  to  obey  the  mandates  of  that 
body,  in  spite  of  the  fact  that  some  of  the  orders  worked 
serious  hardships  on  the  carriers.  On  the  other  hand, 
a  decision  such  as  the  wage  decreases  of  July  1,  is  a 
signal  for  strike  votes  on  the  part  of  the  labor  organi- 
zations. 

Contemplating  the  two  sides  of  this  question,  we 
have  been  frankly  curious  as  to  what  would  be  the  out- 
come were  one  or  more  of  the  railroads  to  refuse  to 
carry  out  one  of  the  board's  orders.  Perhaps  the  offi- 
cials of  the  Pennsylvania  are  also  curious.  And  perhaps 
they,  the  public,  and  we  are  to  have  our  curiosity  allayed. 


WHY  A  MERCHANT  MARINE? 

The  question  in  the  caption  of  this  editorial  was 
asked  by  us  in  an  editorial  in  our  July  23  issue.  That 
editorial  has  caused  considerable  comment  and  some 
criticism.  We  do  not  resent  the  latter  nor  do  we 
desire  to  escape  it  when  properly  directed  and  expressed. 
But  we  do  not  wish  to  be  misunderstood.  In  the  first 
place,  we  did  not  take  a  decided  attitude,  but  asked  for 
light  on  the  subject,  though  we  were  inclined  to  the 
view  that  most  of  our  readers,  with  more  or  less  ac- 
curacy, attribute  to  us.  We  do  not  oppose  or  question 
the  desirability  of  a  merchant  marine  as  such.  We 
think  it  would  be  a  fine  thing.  But  we  do  question  the 
wisdom  of  attempting  to  construct  or  maintain  such  a 
thing  if  it  has  to  be  done  in  whole  or  in  part  by  taxa- 
tion of  the  public.  In  other  words,  we  do  not  think 
the  question  is  one  that  can  or  ought  to  be  settled  by 
waving  the  flag.  It  is  an  economic  and  not  a  patriotic 
problem.  We  question  the  policy,  not  of  a  merchant 
marine,  but  of  a  government-aided  merchant  marine. 


LABOR  BOARD  DECREE  ENFORCEMENT 

If,  as  President  Rea,  of  the  Pennsylvania,  says  in 
his  statement  to  the  Labor  Board,  65.5  per  cent  of  the 
employes  on  his  lines  are  in  favor  of  the  agreements 


AGREEMENTS,  NATIONAL  AND  OTHERWISE 
In  spite  of  the  fact  that  the  public  and  the  rail- 
road managements  apparently  agree  with  the  opinion  of 
Congress,  as  expressed  in  section  15a  of  the  interstate 
commerce  act  and  section  301  of  the  transportation 
act,  there  still  remains  one  railroad  administrative  body 
that  persists  in  considering  the  railroads  as  a  national 
system.  We  refer  to  the  U.  S.  Railroad  Labor  Board, 
which  last  week  promulgated  a  series  of  overtime  rules 
for  application  on  such  railroads  as  had  not  as  yet  reached 
agreements  with  their  employes  on  that  subject.  These 
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rules,  while  ostensibly,  superseding  those  carried  in  the 
national  agreements,  really  duplicate  them,  except  in 
some  minor  details. 

Although  the  decision  carrying  these  rules  exempts 
"any  particular  carrier  which  may  have  agreed  with  its 
employes  upon  any  one  or  more  of  said  rules,"  the  gen- 
eral public  is  likely  to  be  misled  in  considering  such 
a  statement.  At  the  time  this  was  written  there  had 
reached  the  board  only  236  agreements  and  there  was 
no  way  of  telling  how  many  of  these  contained  over- 
time rules  that  agreed  with  those  promulgated  by  the 
board.  It  is  safe  to  say  that  not  another  agreement  of 
the  remaining  2100  will  be  received  with  overtime  rules 
at  least  as  desirable  for  the  workers,  because  all  that 
will  be  necessary  in  order  to  make  those  issued  by  the 
board  operative  will  be  for  the  workers  to  object  to  any 
others  which  the  road  management  may  propose. 

The  decision  abrogating  the  national  agreement  as 
published  in  April,  held  over  the  employes  the  penalty 
of  having  these  agreements  peremptorily  repealed  be- 
fore the  effective  date  of  the  decision  in  case  the  work- 
ers did  not  do  their  utmost  to  aid  in  negotiating  new 
rules.  A  similar  penalty  would  be  imposed,  the  de- 
cision said,  in  case  the  executives  proved  refractory,  by 
extending  the  national  agreements  indefinitely.  When 
the  effective  date,  July  1,  approached,  however,  the 
board  simply  extended  the  national  agreements  until 
new  rules  could  be  decided  on,  thus,  in  effect,  imposing 
the  penalty  for  the  delay  on  the  railroads  without  even 
a  cursory  investigation  to  discover  to  whom  the  blame 
should  be  attached. 

It  is  now  proposed  by  the  board  to  issue  additional 
rules  for  general  application  from  time  to  time.  This 
course,  it  seems,  is  necessary  because,  were  the  board 
to  consider  separately  each  of  the  propositions  as  sub- 
mitted, years  might  pass  before  all  were  disposed  of. 
In  the  decision  covering  the  overtime  rule,  the  board 
justifies  its  position  by  asserting  that  the  first  submis- 
sion of  disagreed  rules  from  one  individual  carrier  re- 
quired three  weeks  of  daily  consideration  before  a  dis- 
position could  be  made. 

The  situation  appears  to  have  simmered  down  to 
the  fact  that  it  is  necessary  for  the  railroads  to  surrender 
their  rights  to  deal  individually  with  their  employes  on 
account  of  inadequate  facilities  for  handling  the  matters 
by  outside  agencies.  If  such  is  to  be  the  case  it  would 
have  been  better  for  the  government  never  to  have  put 
its  finger  into  the  pie.  The  transportation  act  provides 
for  boards  of  adjustment  to  be  formed  by  any  carrier 
or  group  of  carriers  and  their  employes.  But,  as  in  all 
other  sources  of  contention  between  railroad  manage- 
ment and  employes,  the  possibility  of  reaching  agree- 
ments regarding  the  founding  of  these  district  courts, 
so  to  speak,  was  wafted  away  by  the  same  section  of  the 
act  because  it  also  provided  for  the  founding  of  the 
board. 

Since  this  high  court  of  railroad  labor  has  been  in 
operation,  it  appears  to  have  become  impossible  to  set- 
tle even  the  smallest  dispute  anywhere  except  in  its 
chambers.  The  seniority  rights  of  some  brakeman  or 
the  shortage  in  pay  of  some  track  laborer  must  be  made 
the  subject  of  a  special  hearing  and  decision.  It  is  as  if 


we  were  to  see  John  Smith  arraigned  before  the  Supreme 
Court  of  the  United  States  for  stealing  a  watermelon. 
Meanwhile,  the  railroads,  which  pleaded  for  a  re- 
moval of  the  national  agreements  so  that  they  might  be 
able  to  negotiate  rules  with  their  own  employes  and 
asked  that  rates  of  pay  be  established  on  the  basis  of 
the  level  of  wages  in  their  particular  territories,  find 
themselves  being  slowly  bound  by  a  new  national  agree- 
ment and  still  paying  the  same  rate  of  pay  for  a  section 
hand,  whether  he  is  working  in  the  snow  of  northern 
Minnesota  or  the  hot  sands  of  southern  Texas. 


FINLEY  ON  TRANSPORTATION 

No  one  realizes  better  the  improvements  in  rail  facilities 
that  are  necessary  at  thousands  of  places  throughout  the  coun- 
try than  the  railroad  executive,  and  no  one  is  more  anxious 
that  these  improvements  should  be  made,  said  W.  H.  Pinley, 
president  of  the  Chicago  &  North  Western  Railway,  in  an  ad- 
dress on  "Transportation,"  before  the  Sioux  City  Chamber  of 
Commerce,  August  22. 

"We  know  they  are  needed,"  he  said,  "but  we  have  no  money 
with  which  to  undertake  such  work;  we  are  not  earning  enough 
to  meet  our  interest  charges.  To  obtain  the  money  for  such 
work  it  is  necessary  that  we  show  sufficient  earning  power  to 
convince  investors  that  we  can  earn  enough  to  pay  the  interest 
charges,  and  to  show  such  earning  power  it  is  necessary  that 
we  have  a  level  of  rates  that  will  return,  at  least,  the  amount 
fixed  by  the  Esch-Cummins  act  as  a  fair  return  on  our  invest- 
ment. 

"At  the  present  time  there  is  a  widespread  belief  that  the 
prevailing  level  of  freight  rates  is  responsible  for  the  present 
business  depression.  Gentlemen,  the  economic  ills  that  all  the 
nations  of  the  world  are  suffering  from  today  are  more  basic, 
more  fundamental  than  a  question  of  freight  rates.  For  many 
years  before  the  world  war  the  carriers,  realizing  their  desperate 
plight,  due  to  diminishing  returns,  petitioned  the  interstate  com- 
merce commission  to  permit  a  raise  in  rates,  so  that  he  car- 
riers might  be  placed  upon  a  sound  financial  basis.  In  general, 
there  was  a  united  opposition  to  these  increases  on  the  part  of 
shippers  and  the  public,  and  the  railroads  were  gradually  brought 
to  a  point  where  they  were  unable  to  produce  revenue  sufficient 
to  attract  any  new  capital  into  the  industry." 

Mr.  Finley  said  that  at  the  beginning  of  1921  it  was  costing 
the  railroads  three  times  as  much  to  produce  transportation 
as  in  1913,  whereas  the  product  was  being  sold  for  only  a  little 
more  than  half  of  what  it  brought  in  191S.  The  dissatisfaction 
with  the  present  rates,  he  said,  was  due  to  the  fact  that  rate 
increases  were  not  spread  out  over  ten  years,  which  should  have 
been  the  case  in  justice  to  the  carriers. 

The  speaker  pointed  to  the  numerous  improvements,  such 
as  grade  crossings  and  track  elevations,  which  local  authorities 
were  forcing  the  railroads  to  make  and  pointed  out  that  ex- 
penditures for  such  improvements  were  not  yielding  the  rail- 
roads any  return.  He  quoted  the  Commission's  decision  in  the 
western  live  stock  case,  to  prove  his  contention  that  the  car- 
riers "are  in  no  position  to  suffer  extensive  reductions  in  operat- 
ing revenue." 

In  closing,  Mr.  Finley  paid  a  tribute  to  Chairman  Clark  of 
the  Commission.  He  said: 

"Mr.  Clark  has  performed  very  valuable  service  during  his 
long  connection  with  the  Interstate  Commerce  Commission.  Dur- 
ing the  past  five  years  Mr.  Clark  has  acted  as  chairman  of  that 
body  almost  continuously.  The  transportation  act  of  1920  im- 
posed duties  on  the  Commission  involving  greater  interests  and 
of  more  far-reaching  effect  than  anything  that  ever  came  before 
a  similar  tribunal  in  the  past.  Much  of  this  work  was  done  by 
Mr.  Clark.  During  his  long  service  with  the  Commission  he  has 
become  a  close  student  of  all  the  matters  relating  to  his  duties 
as  commissioner.  He  gave  up  a  large  part  of  his  life  to  this 
work  and  in  his  retirement  his  record  will  stand  as  a  monument 
to  his  credit." 


PARCEL    POST    TAX 

The  reason  why  the  tax  on  parcel  post  shipments  was  not 
eliminated  along  with  the  other  transportation  taxes  in  the  reve- 
nue bill  was  given  by  Representative  Hawley,  in  debate  on  the 
measure.  He  said  some  question  had  been  raised  as  to  why 
the  tax  was  removed  on  express  shipments  and  not  on  parcel 
post. 

"The  reason  for  that  is,"  said  he,  "that  the  express  rate 
applies  to  carload  lots  as  well  as  to  smaller  shipments.  In  the 
shipment  of  perishable  commodities  like  fruit  immense  quan- 
tities are  sent  by  express.  The  tax  on  parcel  post  applies  to  a 
very  limited  amount  of  articles  or  shipments  that  would  be 
directly  in  competition  with  the  express,  and  the  express  tax 
with  a  heavy  burden  on  commodities  which  could  but  ill  afford  to 
bear  the  tax." 


,     IDIM 
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Current  Topics 

in  Washington 


Shippers  as  Railroad  Directors. — Although  Europe's  railroads 
are  inferior  to  Ani'Tica's.  they  do  sonic  things  in  Europe  that, 
it  is  believed,  will  attract  favorable  attention  in  the  United  States 
—  perhaps  a  generation  hence.  In  England  and  Germany  the 
govermnrnl  is  making  provision  for  a  larger  participation  In 
Ilie  re:;iil;iiion  ol'  ihe  railroads  by  the  shipper.  In  England  re- 

ni/atton  and  consolidation  of  the  railroad  companies,  pro- 
vided for  in  pending  legislation, affords  opportunity  for  parliament 

iy  that  shippers  shall  be  represented  in  the  boards  of  direc- 
tors and  on  the  bodies  that  regulate  rates.  In  Germany  a  bill 
in  lore  the  imperial  council  provides  for  local  advisory  boards  to 
ilcal  with  rates  and  service,  three-fourths  of  the  membership  of 
which  are  to  be  chosen  by  chambers  of  commerce,  industrial  or- 
ganizations and  other  "corporate  economic  bodies,"  while  the 
is  to  appoint  the  other  fourth. 

What  they  are  doing  and  proposing  to  do  in  the  two  chief  in- 
dustrial states  of  Europe  seems  to  be  exactly  the  reverse  of  what 
is  being  done  in  this  country.  The  Commission,  .by  means  of  its 
decisions  in  the  second  industrial  railways  case,  is  putting  a 
penalty  on  railroads  constructed  with  the  money  of  those  who 
will  give  them  their  chief  tonnage.  If  large  shippers  were  to 
be  placed  on  the  boards  of  directors  of  a  considerable  number 
of  railroads,  the  Commission,  if  it  adhered  to  its  views,  might 
have  to  put  big  railroads  with  such  directors  on  the  list  of  those 
suspected  of  a  willingness  to  give  preferences  to  some  shippers. 
The  Commission's  penalty  on  the  industrial  railroads  is  based  on 
what  more  than  one  man  thinks  is  obiter,  in  the  Supreme  Court's 
opinion  in  the  tap  line  case.  The  point  in  that  case  was  that  the 
tap  lines  were  common  carriers,  and.  as  such,  entitled  to  a  divi- 
sion out  of  the  joint  through  rate.  The  court  said  that  was  so. 
Then  it  added  an  "'of  course,"  to  the  effect  that  the  Commis- 
sion could  supervise  the  divisions  to  prevent  rebates.  Thereupon 
the  Commission  prescribed  divisions  based  on  mileage,  just  as  if 
it  were  certain  that  conditions  on  every  tap  line  were  so  nearly 
identical  that  divisions  based  on  mileage  would  be  equitable.  In 
the  came  way  it  is  prescribing  the  modified  average  demurrage 
scheme  for  industrial  railroads  as  a  substitute  for  the  per  diem 
agreement,  on  the  assumption  that  that  will  be  a  reasonable 
limitation  upon  the  earnings  of  the  industrial,  railroads.  One 
of  the  queries  that  has  arisen  is:  Under  what  section  of  the 
law  can  the  Commission  put  out  an  order  to  prevent  undue  pref- 
erences, unless  and  until  there  has  been  a  showing  that  the  ex- 
isting order  does  result  (not  may  result)  in  undue  preference 
and  advantage  for  the  proprietary  interest,  such  showing  to  be 
in  dollars  and  cents,  and  not  a  mere  expression  of  opinion? 


Distinguishing  Between  Natural  and  Synthetic-  Oils. — Some 
one  should  page  Dr.  Wiley,  one  time  defender  of  the  women 
and  babies  of  the  land  from  the  machinations  of  the  "food  dope- 
sters,"  as  he  and  his  supporters  called  those  who  permitted  food 
manufacturers  to  use  benzoic  acid  as  a  preservative.  The  Com- 
mission, in  No.  11459,  A.  M.  Todd  Co.  against  the  Ann  Arbor 
and  others,  approved  an  identical  rating  on  oil  of  wintergreen, 
natural  and  synthetic,  and  said  that  it  was  impracticable  to  make 
a  rate  distinction  between  the  two.  The  good  old  doctor  ought 
to  be  paged  because  his  followers  used  to  rage  when  anyone 
spoke  of  methyl  salicylate  as  wintergreen.  They  raged  if  anyone 
.  dared  suggest  that  the  wintergreen  oil  obtained  from  coal  tar 
could  possibly  have  the  medicinal  properties  of  the  oil  obtained 
from  the  distillation  of  the  herb.  In  the  same  way  they  became 
wroth  if  anyone  suggested  that  benzoic  acid,  also  known  as  ben- 
zoate  of  soda,  was  no  more  harmful  than  the  acid  obtained  from 
the  juice  of  crushed  apples.  That  same  school  waxed  indignant 
over  anything  being  called  whiskey  that  was  not  made  in  the 
way  in  which  they  preferred  to  have  theirs  made.  The  fact  that 
benzoic  acid  could  be  made  by  crushing  cranberries  and  allowing 
that  juice  to  ferment  made  no  difference  to  them.  The  fact  that 
benzoate  of  soda  was  obtained  from  the  coal  tar,  which  probably 
is  the  quintessence  of  millions  of  bushels  of  cranberries  con- 
verted into  coal,  made  no  difference  to  them.  Anything  coming 
from  coal  tar  was  anathema  to  them.  Some  were  unkind  enough 
to  suggest  that  the  good  old  doctor  was  prejudiced  against  any- 
thing coming  from  coal  tar  because  he  -studied  the  French  books 
on  chemistry,  while  those  who  believed  in  coal  tar  products 
studied  the  German  text  books.  The  French  government  for 

s  maintained  madder  root  farms  so  it  might  obtain  the  red 
for  the  trousers  of  the  French  infantry  in  the  old-fashioned  way, 
rather  than  from  the  coal  tar  dyes  produced  by  the  hated  boches. 
If  the  doctor  were  still  the  head  of  the  food  and  drugs  section 
of  the  department  of  agriculture,  the  Commission  might  expect 
a  rebuke  from  him  for  daring  to  say  that  natural  and  synthetic 
oil  of  wintergreen  are  so  near  alike  It  requires  a  chemical  an- 
alysis to  say  which  is  which. 

Inaccurate    Rate    Information. — Fearful   and    wonderful    rate 


information  Is  frequently  purveyed  to  the  members  of  associa- 
tions of  shippers  that  have  Washington  offices.  One  of  the  most 
wonderful  offices  in  Washington,  In  that  regard,  was  one  main- 
tained by  fruit  and  vegetable  shippers  from  California.  That 
office  used  to  send  out  bulletins  that  contained  Information  which 
might  usually  be  classed  as  "Important  and  wonderful,  If  true." 
The  American  Farm  Bureau  Federation,  in  its  News  Letter  No. 
33  announced  that  the  7.5  cents  reduction  in  export  grain  rates 
was  In  effect  on  August  22,  although  on  that  date  the  tariffs 
making  the  reduction  effective  in  September  had  not  reached  the 
files  of  the  Commission.  In  that  same  letter  it  announced  that 
the  Central  Freight  Association  lines  also  had  made  a  4.5  cent 
reduction  on  domestic  grain.  The  Bureau  was  not  so  sure  about 
the  4.5  cent  reduction  on  domestic  grain  because  near  the  end 
of  the  thirteen  line  item  on  the  subject  it  used  the  words  "if 
500  cars  are  shipped  and  the  reduction  of  4.5  cents  is  made  ef- 
fective, it  will  mean  a  saving  of  |6,000  to  the  producers  in  Michi- 
gan." Yet  in  the  introductory  sentence  the  assertion  was  made, 
without  qualification,  that  both  the  7.5  and  4.5  cent  reductions 
had  been  made.  The  farmer  who  reads  the  reports  from  the 
White  House  and  the  American  Farm  Bureau  Federation  and 
then  the  grain  market  reports  will  acquire  a  bad  case  of  stra- 
bismus if  he  makes  any  effort  to  reconcile  them. 

Government  Ownership  in  Germany. — Among  other  things 
coming  out  of  Germany,  in  addition  to  propaganda,  is  a  report 
indicating  that  in  the  home  of  Karl  Marx  the  teachings  of  the 
author  of  Das  Kapital  are  being  rejected  to  the  extent  that  prep- 
arations are  being  made  whereby  the  republic  is  to  turn  the  state 
railroads  over  to  a  private  corporation.  In  other  words,  the 
socialistic  Germany  is  coming  to  the  conclusion  that  public  own- 
ership and  operation  constitute  a  delusion  and  a  snare.  The 
new  chancellor,  Dr.  Wirth,  has  said  that  it  is  of  no  benefit  to 
anybody  to  operate  a  system  of  railroads  the  deficits  of  which 
are  paid  from  the  public  treasury;  that  really  that  is  an  ostrich- 
like  operation  whereby  the  truth  is  concealed  from  those  who 
foot  the  bills.  A  hard-boiled  old  soldier  is  in  charge  of  the  Ger- 
man railroads,  and  four  times  in  the  last  two  years  he  has  raised 
rates.  In  addition,  he  discharged  37,000  mechanics  working  by 
the  hour  in  the  state  railway  repair  shops  and  told  them  he  would 
not  need  them  until  they  were  ready  to  come  back  on  his  terms, 
chief  of  which  was  piece  work,  under  which  system  every  man 
would  be  paid  according  to  the  product  delivered  by  him.  At  the 
same  time,  he  routed  out  a  lot  of  bureaucratic  barnacles  from 
among  the  higher  and  middle  class  officials,  thereby  making  the 
Prussian  doctor  of  laws  who  made  the  rules  for  superman  effi- 
ciency utter  loud  cries  of  pain.  In  1920  the  deficit  was  16,000,- 
000,000  marks.  This  year  the  deficit  is  expected  to  be  only 
6,500,000  marks.  In  1919  the  railroads  were  operating  only  17 
per  cent  of  the  number  of  trains  that  were  running  in  1914,  prior 
to  the  outbreak  of  the  war.  Last  June,  it  was  announced,  the 
train  service  had  been  restored  to  65  per  cent  of  what  it  was 
pre-war,  notwithstanding  that,  under  the  treaty  of  peace,  Ger- 
many had  to  surrender  5,000  of  her  best  locomotives  and  150,000 
of  her  best  freight  cars.  Such  a  loss  of  equipment  would  cripple 
American  railroads  to  a  point  where  the  present  volume  of  ton- 
nage would  be  just  about  all  they  could  handle.  It  is  believed 
there  is  a  bit  of  propaganda  in  the  declarations  about  how  well 
General  Greener  has  done  in  restoring  service,  but  if  the  other 
declarations  about  the  state  giving  up  the  railroads  and  the 
substitution  of  the  piece  work  system  for  the  hourly  pay  sys- 
tem are  propaganda,  it  is  suggested,  they  must  have  been  put 
out  for  a  purpose  that  is  not  exactly  obvious.  Groener  has  also 
taken  steps  for  a  reasonable  application  of  the  eight-hour  day. 
He  proposes,  among  other  things,  that  the  crossing  watchman 
out  on  a  stretch  of  track  in  a  sparsely  settled  section  shall  work 
more  hours  than  the  engine  driver,  who  has  a  comparatively 
hard  strain  all  the  time  he  is  on  the  road,  before  he  can  call  it  a 
day  and  go  home.  Judging  from  reports.  General  Atterbury  and 
General  Groener,  even,  if  enemies,  would  manifest  a  sheepish 
admiration  for  each  other  if  it  were  seemly  for  them  to  ex- 
change letters  on  the  subject  of  the  management  of  the  per- 
sonnel. 


The  Changing  Senate. — Need  for  some  kind  of  organization 
in  Congress  that  will  be  able  to  translate  the  wish  of  the  ma- 
jority of  the  party  in  control  of  the  House  and  the  Senate,  it  Is 
believed,  was  never  more  clearly  shown  than  at  present.  Con- 
gress has  been  in  session  for  four  months.  The  House  has 
passed  three  important  bills,  but  the  Senate  is  lagging.  If  the 
House  had  got  through  earlier,  the  Senate  would  not  be  so  far 
behind  a  reasonable  schedule.  The  House  must  act  first  on 
revenue  legislation,  whether  it  be  a  tariff  or  an  internal  revenue 
tax  bill.  The  longer  the  House  wallows  around  in  its  lubberly 
fashion,  the  longer  the  Senate  will  have  to  wait  before  It  can 
begin  its  work.  It  is  all  "bunk,"  many  believe,  that  constitutional 
provision  saying  that  revenue  legislation  must  originate  In  the 
House. 

The  fathers,  when  they  made  the  constitution,  had  an  idea 
that  the  Senate  would  be  a  decidedly  aristocratic  body,  uninflu- 
enced by  the  popular  clamor.  Therefore  they  argued  that  pro- 
posals to  spend  the  people's  money  should  originate  in  the  sup- 
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posedly  popular  branch  of  Congress,  and  not  among  the  aristo- 
crats, who  were  to  represent  the  states,  as  states,  and  not  the 
proletariat.  That  kind  of  Senate  may  have  been  the  fact  once, 
but  not  within  the  memory  of  men  now  living.  Senators  were 
and  are  now  just  as  anxious  to  obtain  popular  approval  as  a 
member  of  the  House  possibly  can  be.  The  mere  fact  that  sena- 
tors, until  a  few  years  ago,  were  elected  by  the  legislatures  of 
the  states,  made  no  difference.  Senators,  with  some  exceptions, 
then  had  to  achieve  popular  approval,  else  their  parties  could 
not  obtain  or  retain  control  of  legislatures;  and  without  legisla- 
tures in  their  control  party  leaders  could  do  nothing.  As  a  mat- 
ter of  fact,  the  old-time  senators  had  to  give  much  attention  to 
the  trend  of  public  opinion,  because  they  frequently  were  the 
leaders  of  the  party  and  they  had  to  see  to  it  that  men  of  their 
party  got  office  in  the  various  elections  in  which  the  senators 
themselves  had  no  personal  interest. 

Now  there  is  no  one  in  the  House  responsible  to  the  party 
as  a  party,  for  the  conduct  of  business,  so  why  should  the  speaker 
or  the  chairman  of  a  particular  committee  put  forth  any  efforts 
to  expedite  public  business?  In  the  old  days  the  party,  in  caucus, 
chose  the  speaker  and,  ipso  facto,  made  him  leader  of  the  party 
in  the  House.  He  appointed  lieutenants  to  be  chairmen  of  the 
important  committees.  The  chairmen  constituted  the  rulers  of 
the  House.  As  a  sort  of  executive  committee,  to  help  the  speaker, 
there  was  a  committee  on  rules,  which  was  ruled  by  the  three 
members  of  the  party  in  control.  The  speaker  and  two  of  his 
appointees  composed  the  majority  party's  representation  on  the 
ruling  body.  That  rules  committee,  consisting  of  the  speaker 
and  two  assistants  chosen  by  him,  "became  responsible  for  the 
work  of  the  House — and  they  got  something  done,  and  done  in  a 
reasonable  time.  Until  they  had  whipped  the  matter  into  shape 
by  means  of  informal  conferences,  in  which  each  member  had 
his  way,  nothing  was  brought  forward.  When  something  was 
brought  forward,  the  ways  had  been  greased  and  the  bill  was 
launched  with  celerity  and  In  a  form  that  had  been  tested  before- 
hand. But  the  House  is  now  in  a  "reform"  era  and  not  much 
better  than  a  country  school  debating  society.  A.  E.  H. 


TIME  FOR  FILING  CLAIMS 

The    Traffic    World    Washington   Bureau 

Some  time  after  the  recess  of  Congress  the  House  will  be 
asked  by  Chairman  Winslow  of  its  committee  on  interstate  and 
foreign  commerce  to  pass  Senate  Bill  621,  passed  by  the  Senate 
on  June  11.  He  promised  to  bring  the  bill  forward  after  the 
recess.  Unless  the  House  utterly  repudiates  the  chairman  of 
one  of  its  largest  and  most  important  committees,  which  is  sel- 
dom done,  it  will  be  reasonable  for  shippers  having  claims  not 
filed  by  September  1,  for  reparation  on  account  of  overcharges 
made  during  federal  control  to  prepare  such  claims  for  filing 
as  soon  as  the  bill  is  passed  and  signed. 

The  bill  pertains  only  to  claims  for  the  return  of  over- 
charges. Claims  for  reparation  on  account  of  unreasonable  or 
unduly  prejudicial  rates  were  barred  by  the  statute  on  the  last 
day  of  February.  The  part  of  the  law  giving  only  a  year  for 
the  filing  of  such  claims  was  clear  and  never  in  doubt. 

Claims  for  the  return  of  overcharges  were  never  filed  with 
the  Commission  prior  to  federal  control.  There  has  always 
been  a  question  whether  the  Commission  has  the  power  to  order 
reparation  on  account  of  overcharges.  Its  reports  on  that  point 
are  not  clear.  In  fact,  they  seem  to  be  of  a  conflicting  char- 
acter. That  point,  however,  is  not  pertinent  to  the  matter  in 
hand  now,  except  to  show  how  the  question  of  an  adequate 
period  for  the  filing  of  claims  for  the  return  of  overcharges 
arose. 

Early  in  the  year  the  Railroad  Administration,  through 
Comptroller  Tracy,  who  acted  on  a  ruling  by  John  F.  Finerty, 
assistant  chief  counsel,  held  that  section  206,  requiring,  by  un- 
mistakable language,  the  filing  of  claims  for  reparation  on  ac- 
count of  unreasonable  rates,  applied  to  "all"  claims  against  the 
government  arising  during  federal  control. 

It  took  about  a  month  for  the  significance  of  that  ruling  to 
be  fully  appreciated  by  shippers.  Realization  by  them  that  they 
would  be  required  to  check  their  freight  bills  for  the  detection 
of  overcharges  during  the  twenty-six  months  of  federal  control, 
and  the  filing  of  such  claims  with  the  Commission  before  the 
end  of  one  year  after  the  expiration  of  federal  control,  produced 
a  feeling  akin  to  panic  among  the  shippers. 

Ever  since  there  had  been  such  a  thing  as  an  act  to  regu- 
late commerce  they  had  presented  their  overcharge  claims  to 
the  railroads  and  such  claims  were  settled  by  negotiation  be- 
tween the  shipper  and  carrier.  When  the  latter  denied  that 
there  had  been  an  overcharge  the  matter  was  submitted  to  the 
Commission  for  consideration  on  its  informal  or  special  docket. 
If  the  Commission  held  that  there  had  been  an  overcharge  the 
railroads  usually  paid.  When  settlement  was  impossible  in  that 
way  the  matter,  if  the  shipper  considered  it  important  enough, 
was  converted  into  a  formal  docket  case,  on  an  allegation  that 
the  rate  or  rates  were  in  contravention  of  one  or  all  of  the  first 
four  sections.  Then  the  Commission  could  hold,  in  a  formal 
way,  that  it  was  an  overcharge,  which  meant  if  the  railroads 
refused  to  return  the  money  that  the  Commission  could  refer 


the  matter  to  a  grand  jury  and  procure  an  indictment  for  vio- 
lation of  the  section  forbidding  the  collection  of  more  or  less 
than  the  rate  published  in  compliance  with  the  sixth  section. 

After  the  shippers  realized  that  there  was  nothing  to  be 
done  other  than  file  before  March  1,  they  sent  about  60,000  sepa- 
rate and  distinct  documents  relating  to  overcharges  to  the  Com- 
mission's files.  Not  all  got  in  under  the  wire. 

Immediately  thereafter  steps  were  taken  in  Congress  to 
extend  the  time  for  the  filing  of  such  claims.  The  Railroad  Ad- 
ministration modified  its  holding  so  that  filing  of  claims  for 
what  are  known  as  straight  overcharges,  as  distinguished  from 
such  as  involved  a  construction  of  a  doubtful  tariff  provision, 
could  be  made  up  to  the  end  of  the  present  month. 

The  senate,  on  June  11,  passed  a  bill  extending  the  time 
for  the  filing  with  the  Commission  of  overcharge  claims  until 
the  end  of  two  years  after  the  expiration  of  federal  control. 

Not  a  single  effort  has  been  put  forward,  in  any  organized 
way,  to  extend  the  time  for  the  filing  of  claims  for  reparation 
on  account  of  the  violation  of  any  section  other  than  the  sixth. 
The  year  given  by  the  transportation  act  for  the  filing  of  such 
claims  was  so  clear  that  shippers  made  their  plans  accordingly, 
and,  generally  speaking,  there  has  been  no  suggestion  for  an 
extension  of  the  time  for  making  claims  under  any  section  other 
than  the  sixth. 

Only  claims  for  reparation  on  account  of  overcharges  have 
been  under  discussion,  in  Congress,  in  the  Commission,  or  in 
the  Railroad  Administration,  at  any  time  since  the  end  of  the 
year  allowed  by  the  transportation  act  for  the  filing  of  claims 
It  was  only  on  account  of  Finerty's  construction  of  the  claims 
section  of  the  transportation  law  that  any  discussion  of  any 
kind  of  claims  arose,  and  the  only  legislation  that  has  been 
seriously  proposed  is  that  extending  the  time  for  the  filing  of 
claims  arising  out  of  overcharges. 


COMMISSION  ORDERS 

The  Universal  Portland  Cement  Co.  has  been  permitted  to 
intervene  in  No.  12701,  The  Atlas  Portland  Cement  Co.  vs. 
C.  B.  &  Q.  et  al. 

The  complaint  in  No.  12613,  Indiana  Refining  Co.,  Inc.,  has 
been  amended  by  making  the  A.  C.  L.  and  other  carriers  ad- 
ditional parties  defendant. 

The  Missouri  Portland  Cement  Co.  and  the  Universal  Port- 
land Cement  Co.  have  been  permitted  to  intervene  in  No.  12704, 
The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

The  Grasselli  Chemical  Co.  has  been  permitted  to  intervene 
in  No.  12773,  Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 

The  Northeast  Kentucky  Coal  Association  has  been  per- 
mitted to  intervene  in  No.  12698,  Southern  Ohio  Coal  Exchange 
vs.  C.  &  O.  et  al. 

The  Missouri  Portland  Cement  Company  and  the  Universal 
Portland  Cement  Company  have  been  permitted  to  intervene 
in  No.  12710,  The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

Complainants'  petition  for  rehearing  in  No.  11565,  Providence 
Fruit  &  Produce  Exchange  et  al.  vs.  Director-General,  has  been 
denied. 

Petition  for  reargument  in  No.  9086,  Channel  Chemical  Co. 
vs.  A.  T.  &  S.  F.  et  al.,  filed  by  the  Director-General,  has  been 
denied. 

The  Missouri  Portland  Cement  Co.  has  been  permitted  to 
intervene  in  No.  12702,  The  Atlas  Portland  Cement  Co.  vs.  C.  B. 
&  Q.  et  al. 

The   order   entered   in   No.   10422,   Lehigh   Portland   Cement 
Co.    vs.    Director-General,    Midland    Continental    Railroad    et   al., 
has  been  modified  so  as  to  permit  defendants  Duluth,  Missabe  &• 
Northern  and  Northern  Pacific  to  establish  rates  in  compliance 
therewith   on  one  day's  notice. 

The  Chamber  of  Commerce  of  Kansas  City,  Mo.,  has  been 
permitted  to  intervenet  in  No.  12862,  Commerce  Club  of  St. 
Joseph,  Mo.,  vs.  Alton  &  Southern  et  al. 

On  petition  of  complainants,  No.  10457,  Boston  Chamber  of 
Commerce  et  al.  vs.  Director-General  et  al.,  has  been  reopened 
for  reargument  upon  the  sole  question  of  whether  reparation 
should  be  awarded. 


CLARK  TO  REMAIN  UNTIL  AUG.  31 

The    Traffic   World    Washington   Bureau 

It  was  the  understanding  at  the  Commission,  after  the 
Senate  had  confirmed  the  nomination  of  Frederick  I.  Cox,  of 
New  Jersey,  as  a  member  of  the  Commission,  August  23,  that 
Mr.  Cox  would  wait  until  after  August  31  to  take  the  oath  of 
office  and  qualify  as  a  commissioner.  That  course  of  action 
will  enable  Chairman  Clark  to  remain  on  the  Commission  un- 
til the  date  set  forth  in  his  resignation,  it  was  said. 

It  is  understood  that  although  the  President  did  not,  in 
accepting  Mr.  Clark's  resignation,  specify  the  effective  date  of 
the  acceptance,  he  intended  that  Clark  should  remain  on  the 
Commission  until  August  31,  and  made  arrangements  to  that 
effect  with  Mr.  Cox,  in  the  event  the  nomination  was  confirmed 
before  August  31. 


August  27,  1921 
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Decisions  of  Interstate  Commerce  Commission 


TRANSIT  RATES  ON  LUMBER 

The  Commission  has  dismlsed  No.  11193,  Boll  Lumber  Co. 
et  al.  vs.  Ahnapee  &  Western,  Director-General  et  al.,  opinion 
No.  7093,  63  I.  C.  C.  225-9,  holding  the  rates  on  lumber  and  other 
forest  products,  from  points  in  Oregon,  Washington,  Idaho  and 
Montana,  to  St.  Paul,  Minneapolis  and  Minnesota  Transfer,  there 
unloaded,  stored,  sorted  or  treated,  and  then  forwarded  to  points 
:  and  south  of  those  points,  were  and  are  not  unreasonable. 
The  Commission  found  that  some  shipments  had  been  over- 
and  'directed  the  refund  of  the  excesses. 

The  case  grew  out  of  the  manner  in  which  the  carriers 
m;ule  rates  under  General  Order  28.  They  added  5  cents,  the 
maximum  on  lumber  to  "through  shipments,"  by  adding  5 
cents  to  the  combination  in  effect  on  June  24,  1918.  A  similar 
rule  was  not  followed  on  the  proportionals  from  the  Twin 
Cities  ,-ind  Chicago  until  August  8  and  10,  1918.  On  February 
15,  1919,  the  carriers  published  a  new  rule  providing  for  a  5- 
rrn i  addition  to  the  through  rates  on  "continuous  shipments." 
The  shipments  moving  on  the  proportionals,  after  stoppage  at 
the  points  mentioned  were  subjected  to  the  percentage  increase 
in  the  proportionals  in  addition  to  the  maximum  of  5  cents 
on  the  inbound.  In  territory  west  of  the  western  termini  of 
the  trunk  lines  the  disparities  ranged  from  1  to  5  cents.  To 
trunk  line  and  New  England  they  ranged  from  9  to  11  cents. 

As  to  rates  for  the  future,  the  carriers  on  April  13,  1921, 
satisfied  the  complainants  by  putting  into  effect  rules  authoriz- 
ing storage  at  Minnesota  Transfer  at  1.5  bents  in  addition  to 
the  joint  rates. 

The  Commission  held  that  the  complainants  had  not  shown 
damage  by  reason  of  the  alleged  undue  prejudice  or  unjust  dis- 
crimination arising  out  of  the  widening  of  the  spreads. 


MORGANTOWN  &  WHEELING  DIVISIONS 

The  Morgantown  &  Wheeling,  a  little  roa.d  from  Morgan- 
town,  W.  Va.,  to  Brave,  Pa.,  is  entitled  to  a  40  per  cent  in- 
crease in  its  divisions  from  the  Monongahela  Railway,  owned 
jointly  by  the  Pennsylvania  and  the  Pittsburgh  &  Lake  Erie, 
on  all  coal  shipped  since  August  25,  1920.  The  Commission  so 
held  in  a  report  on  No.  12008,  Morgantown  &  Wheeling  et  al. 
vs.  Pennsylvania  Railroad  Company  et  al.,  opinion  No.  7082,  63 
I.  C.  C.  197-9.  The  complaint  was  brought  because  the  Mo- 
nongahela Railway  has  refused  to  increase  the  divisions  in 
accordance  with  the  opinion  expressed  by  the  Commission  in 
Ex  Parte  74.  At  present  the  complainant  receives  a  division 
of  15  cents.  The  Railroad  Administration  reduced  the  division, 
In  April,  1919,  from  20  to  15  cents  and  that  division  has  re- 
mained in  effect  ever  since.  The  Pennsylvania,  August  26, 
published  a  revised  division  sheet  showing  an  increase  in  the 
division  for  the  Monongahela  and  the  Morgantown  &  Wheel- 
ing from  35  to  48.7  cents,  but  the  whole  increase  has  been 
retained  by  the  Monongahela.  Its  excuse.  Commissioner  East- 
man who  wrote  the  report  said,  was  that  the  present  division 
of  15  cents  to  the  Morgantown  is  excessive. 

The  Commission  said  that  the  only  issue  was  as  to  whether 
the  Morgantown  was  entitled  to  a  40  per  cent  increase.  On  that 
point  the  Commission  made  an  affirmative  answer. 

"Having  availed  themselves  of  our  authorization  to  increase 
joint  rates,  defendants'  action  in  disavowing  attendant  obliga- 
tion to  increase  complainants'  (the  Morgantown  and  its  spe- 
cial receiver)  was  wholly  unwarranted,"  said  Eastman.  "If 
defendants  were  of  the  view  that  compliance  with  the  finding 
would  result  in  an  excessive  division  to  the  Morgantown  & 
Wheeling,  it  was  their  duty  to  fix  a  reasonable  division  by 
agreement  with  that  carrier,  or  refer  the  matter  to  us  for  de- 
cision as  provided  by  the  act." 

Eastman  said  the  question  of  the  reasonableness  of  the 
division  was  not  before  the  Commission,  but  that  if  the  Penn- 
sylvania and  the  Monongahela  persist  in  their  refusal  to  in- 
crease the  division,  the  Morgantown  and  its  special  receiver 
should  bring  the  matter  to  the  attention  of  the  Commission 
by  putting  into. issue  the  reasonableness  of  the  division. 


make  joint  rates  from  mines  on  the  West  Side  Belt  to  points 
east  of  Harrisburg,  while  making  such  rates  on  that  basis  from 
mines  on  the  Peters  Creek  and  Ellsworth  branches  of  the  Monon- 
gahela Railway,  owned  jointly  by  the  Pennsylvania  and  the  Pitts- 
burgh &  Lake  Erie,  the  tracks  of  which  closely  parallel  those  of 
the  West  Side  Belt,  owneil  by  the  Pittsburgh  &  West  Virginia, 
the  successor  of  the  Wabash-Plttsburgh  Terminal. 

Joint  rates  are  made  by  the  Pittsburgh  &  Lake  Erie.  That 
road  also  applied  the  Westmoreland  rate  from  points  on  the 
Monongahela  as  soon  as  I  he  Western  Maryland  was  completed. 
The  Pennsylvania  followed  suit  as  to  rates  from  mines  on  the 
Monongahela,  but  it  refused  fo  accord  joint  rates  from  points 
on  the  West  Side  Belt,  although  the  Pittsburgh  &  Lake  Erie  had 
done  so.  Prior  to  that  time  rates  from  the  Monongahela  mines 
were  15  cents  higher  than  rates  from  the  Westmoreland  group. 

The  Pennsylvania  and  other  defendants  resisted  the  appli- 
cation for  joint  rates  on  the  ground  that  they  feared  depletion 
of  their  car  supply  to  mines  already  well  served,  as  they  con- 
tended, with  outlets  on  the  Westmoreland  basis,  to  the  west 
and  to  the  east,  and  also  upon  the  ground  of  unnecessary  ex- 
pense in  handling  coal  from  the  Belt.  The  complainant  denied 
that  it  had  satisfactory  outlet  to  the  east  through  the  Lake  Erie, 
pointing  out  at  the  time  of  the  hearing  that  that  route  was 
embargoed.  The  complainant  added  that  that  route  was  not 
satisfactory  at  any  time  because  somewhat  circuitous,  and  also 
because  that  route  does  not  reach  certain  piers  and  other  de- 
sirable points  or  delivery  that  are  available  to  the  operators  in 
the  Westmoreland  group  with  whom  they  come  into  competition. 
They  further  pointed  out  that  the  Westmoreland  group  of  mines 
had  the  use  not  only  of  the  Lake  Erie  but  the  Pennsylvania  as 
well,  and  that  that  was  exactly  what  they  desired. 


JOINT  RATES  ON  COAL 

Westmoreland  group  rates  on  soft'  coal,  from  points  on  the 
West  Side  Belt  to  destinations  east  of  Harrisburg  on  the  Penn- 
sylvania, or  reached  by  it  through  its  connections,  are  to  be 
established  not  later  than  November  15,  according  to  the  terms 
of  an  order  issued  by  the  Commission  in  No.  11253,  Pittsburgh 
Terminal  Railroad  &  Coal  Co.  vs.  Pennsylvania,  Director-General 
et  al.,  opinion  No.  7079,  63  I.  C.  C.,  179-83.  In  a  report  on  that 
case,  written  by  Commissioner  Eastman,  the  Commission  held 
It  unduly  prejudicial  for  the  Pennsylvania  to  refuse  or  fail  to 


PER  DIEM  ON  INDUSTRIAL  ROADS 

The  modified  average  agreement  prescribed  by  the  Com- 
mission in  the  Birmingham  Southern  case,  61  I.  C.  C.,  551,  is  to 
be  made  operative  on  the  Lake  Erie  &  Fort  Wayne,  the  Chicago 
Short  Line,  the  Manufacturers'  Junction,  the  Lakeside  &  Marble- 
head,  the  Valley,  and  the  Bay  Terminal,  on  or  before  October 
17.  This  will  be  in  compliance  with  the  Commission's  further 
order  in  No.  4181,  Second  Industrial  Railways  Case,  opinion  No. 
7065,  63  I.  C.  C.,  122-4. 

In  the  Birmingham  Southern  case,  the  Commission  held  that 
the  per  diem  agreement  that  exists  between  other  common  car- 
riers would  not  be  the  proper  pasis  for  settlements  between  an 
industrial  railroad,  the  stock  of  which  is  owned  by  a  large  user 
of  the  facilities  of  the  industrial  line,  and  its  trunk  line  connec- 
tions, but  that  a  modified  average  agreement  would  be  the  proper 
one.  That  puts  the  industrial  railroad  in  a  class  somewhere 
between  that  of  a  shipper  who  has  executed  the  average  agree- 
ment and  a  common  carrier  not  handicapped  by  having  its  stock 
controlled  by  a  shipper.  The  Commission  condemned  the  per 
diem  agreement  as  unsuited  for  use  as  a  basis  of  settlement, 
between  a  trunk  line  and  an  industrial  railroad,  on  the  ground 
that  per  diem  reclaims  might  result  in  preferences  and  advan- 
tages to  the  proprietary  industries.  It  did  not  say  that  the 
agreement  had  operated  to  such  preference  or  advantage  but 
that  it,  might. 


RATES  ON  COAL  IN  NEW  YORK 

The  Commission  has  condemned  the  schedules  in  which  the 
carriers  serving  the  Wyoming,  Lehigh  and  Schuylkill  regions 
undertook  to  adjust  rates  on  anthracite  coal,  to  destinations  in 
New  York,  on  and  in  the  vicinity  of  the  New  York  Central,  from 
Albany  to  Buffalo,  both  inclusive,  suspended  in  I.  and  S.  No. 
1347,  Anthracite  Coal  to  Stations  in  New  York,  opinion  No.  7081, 
63  I.  C.  C.,  193-6.  The  report,  written  by  Commissioner  Meyer, 
also  covered  I.  and  S.  No.  1360,  in  which  other  coal  tariffs  were 
suspended. 

Condemnation,  however,  was  without  prejudice  to  the 'pre- 
sentation of  another  plan  for  a  revision  of  the  rates  involved, 
designed  to  bring  about  a  greater  degree  of  uniformity.  Pro- 
posed reductions  were  approved. 

In  1916  the  railroads  revised  their  rates  on  hard  coal  In 
accordance  with  the  Commission's  decision  in  I.  and  S.  No.  1111, 
35  I.  C.  C.,  220.  They  revised  them  In  such  a  way  that  rates  for 
one-line  hauls  were  lower  than  rates  over  two  lines.  This  did 
not  agree  with  the  view  of  the  Commission  that  the  rates  in- 
volved should  be  reduced.  Their  compliance  was  altogether 
technical.  When  the  general  percentage  increases  were  applied, 
the  disparity  between  single  and  two-line  hauls  became  great, 
running  from  56  to  70  cents  a  ton  and  placing  the  dealers  whose 
yards  were  on  two-line  haul  routes  at  a  great  disadvantage. 
During  the  Fuel  Administration  days  the  dealers  in  a  number  of 
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cities  had  to  absorb  the  difference,  but  when  the  Ex  Parte  74 
increases  became  operative,  absorption  was  out  of  the  question, 
the  difference,  as  before  set  forth,  being  as  high  as  70  cents  a 
ton  at  a  number  of  points. 

One  of  the  most  amazing  facts  was  that  small  country  sta- 
tions on  a  single  line  of  railway  were  able  to  obtain  coal  at 
lower  rates  than  considerable  parts  of  good  sized  cities  like 
Oneida,  Utica,  Syracuse,  Albany,  Troy  and  Cohoes. 

In  the  tariffs  under  suspension,  the  carriers  made  reduc- 
tions at  two-line  points  and  increases  at  the  single-line  points, 
so  that  the  differences  between  one-  and  two-line  hauls  were 
reduced  to  amounts  not  less  than  14  cents  nor  more  than  30 
cents. 

Commissioner  Meyer  said  that  the  one-line  rates,  having 
been  prescribed  by  the  Commission,  the  burden  of  proving  that 
rates  higher  than  those  prescribed  by  it  would  be  reasonable 
was  upon  the  carriers.  He  said  no  testimony  had  been  offered 
other  than  that  the  rates  to  many  points  would  be  reduced. 

Notwithstanding  the  fact  that  many  coal  dealers  in  the 
state  welcomed  the  changes,  as  a  step  in  the  right  direction  to 
get  rid  of  what  some  of  them  thought  intolerable  inequalities,  the 
Commission  held  that  they  would  have  to  try  again. 

The  Commission  said  that  the  carriers  might  make  the 
reductions  they  proposed  effective  on  five  days'  notice,  but  as 
to  the  adjustment  by  increases  that  they  would  have  to  try 
again. 

ALLOWANCE  FOR  CONTAINERS 

An  order  requiring  the  removal  of  undue  prejudice  before 
November  12  has'  been  made  in  No.  11948,  Glacifer  Company  vs. 
American  Railway  Express  Company,  opinion  No.  7076,  63  I.  C.  C., 
153-6.  The  order  requires  the  express  company  to  establish  rates 
on  ice  cream  in  dry  refrigerating  containers  at  75  per  cent  of 
the  gross  weight  of  the  container  and  its  contents.  The  Com- 
mission said  there  would  be  no  justification  for  increasing  the 
rates  on  ice  cream  in  wet  refrigerating  containers.  Therefore 
it  indicated  how  the  undue  prejudice  should  be  removed,  rather 
than  allow  the  express  company  to  say  how  it  should  be  removed. 

In  shipping  in  the  ordinary  tub,  not  less  than  65  pounds  of 
ice  are  used,  the  result  being  that  a  package  of  five  gallons  of 
cream  and  the  packing  of  ice  and  salt  weigh  from  145  to  160 
pounds.  A  deduction  of  25  per  cent  is  allowed  from  the  gross 
weight.  The  dry  refrigerating  package  weighs  about  105  pounds 
and  no  deduction  is  allowed  for  the  refrigerating  chemical  or 
insulating  material  but  actual  weight  is  assessed. 

The  failure  to  make  any  allowance  for  the  dry  container, 
while  allowing  25  per  cent  for  the  wet  refrigerating  container, 
the  Commission  held,  constituted  an  undue  prejudice  which  it 
said  should  be  removed  in  the  way  indicated. 


crease  authorized  in  Ex  Parte  74.  In  arriving  at  the  conclusion 
that  a  rate  of  16.5  cents  would  have  been  reasonable  to  have 
applied  on  the  traffic  in  question,  moving  in  the  latter  part  of 
1919  and  early  part  of  1920,  the  Commission  used  the  rates 
prescribed  by  it  in  40  I.  C.  C.  29.  decided  in  January,  1917. 


RATES  ON  LIQUID  ASPHALT 

In  a  report,  written  by  Commissioner  Hall,  division  No.  3, 
held,  in  No.  11087,  Certain-teed  Products  Corporation  et  al.  vs. 
Alabama  &  Vicksburg,  Director-General,  et  al.,  opinion  No.  7062, 
63  I.  C.  C.,  93-102,  that  rates  on  liquid  asphalt,  in  tank  cars,  from 
Louisiana  and  Texas  refining  points  to  East  St.  Louis,  Vandalia, 
Marseilles  and  Chicago  were  and  are  not  unreasonable  or  un- 
lawful, except  from  Mereaux,  La.  Commissioner  Hall  said  the 
rates  from  Mereaux  were  and  are  unreasonable,  because  and  to 
the  extent  that  they  exceeded,  exceed  or  may  exceed  those  from 
New  Orleans,  and  awarded  reparation. 

Commissioner  Eastman,  in  a  dissent,  sharply  criticised  his 
colleagues,  Commissioners  Hall  and  Aitchison,  for  such  a  hold- 
ing, one  effect  of  which  is  to  make  a  rate  on  liquid  asphalt  from 
the  gulf  refineries  2  cents  higher  than  the  rates  on  refined  oils 
to  East  St.  Louis.  Liquid  asphalt,  he  said,  is  the  lowest  valued 
product  made  from  the  low  valued  crude  oils  brought  in  from 
Mexico  and  the  rate  violates  the  rule  laid  down  by  the  Com- 
mission in  its  mid-continent  oil  decision — namely,  that  rates  on 
the  residual  oils  and  crude  should  be  2  cents  less  than  on  the 
refined.  The  rate  on  liquid  asphalt,  to  East  St.  Louis,  on  a 
product  valued  at  3.5  cents  per  gallon,  will  be  2  cents  higher 
than  on  gasoline,  valued  five  or  six  times  as  much  at  the  refin- 
eries and  weighing  much  less  per  gallon. 

The  dissenter  also  said  it  was  not  right  to  deprive  East  St. 
Louis  of  the  advantage  of  its  location  by  making  it  pay  as  high 
rates  on  liquid  asphalt  as  Chicago,  while  on  asphalt  from  the 
Atlantic  ports  the  rate  is  less  to  Chicago  than  to  East  St.  Louis. 

This  complaint  arose  out  of  broken  relationships  caused  by 
the  cancellation  of  import  rates  in  June,  1918,  and  the  appli- 
cation of  a  straight  25  per  cent  increase  to  liquid  asphalt  instead 
of  25  per  cent,  with  4.5  cents  as  the  maximum,  put  on  other 
petroleum  products. 

ROUGH  RICE,  FENTON,  LA.,  TO  ORANGE,  TEX. 
Reparation  on  account  of  an  unreasonable  rate  on  rough 
rice  from  Fenton,  La.,  to  Orange,  Tex.,  has  been  ordered  in 
a  report  on  No.  11220,  Orange  Rice  Mill  Company  vs.  Louisiana 
Western  et  al.,  opinion  No.  7068,  63  I.  C.  C.  134-4.  Reparation 
Is  to  be  made  to  the  basis  of  a  rate  of  16.5  cents,  plus  the  in- 


RATES  ON    STRAWBERRIES 

A  finding  or  unreasonableness  as  to  rates  on  strawberries, 
and  an  order  of  reparation  have  been  made  in  No.  11612, 
Best-Clymer  Manufacturing  Co.  vs.  Louisville  &  Nashville, 
opinion  No.  7086,  63  I.  C.  C.  207-8,  the  traffic  in  question  be- 
ing that  from  Franklin  and  Pembroke,  Ky.,  in  carloads,  and 
interstate,  from  Portland,  Tenn.,  to  Homboldt  and  Milan,  Tenn., 
in  June,  1920.  The  rates  were  double  first  class,  $1.65  to  Milan 
and  $1.75  to  Humboldt.  The  Louisville  &  Nashville  admitted 
they  were  unreasonable,  but  asked  that  no  order  respect- 
ing rates  for  the  future  be  entered  because  it  was  revising 
the  rates  and  desired  to  be  free  to  make  rates  that  might  differ 
from  those  to  the  basis  of  which  the  Commission  might  order 
reparation.  The  Commission  held  them  unreasonable  to  the 
extent  that  they  exceeded  50.5  cents,  17,000-pound  minimum, 
from  Franklin  and  Portland  to  Humboldt  and  Milan,  and  40.5 
cents  from  Pembroke  to  the  same  destination.-  The  order  of 
reparation  requires  the  L.  &  N.  to  return  $2,974  on  14  car- 
loads of  berries. 


RATES   ON   CLEAN    RICE 

A  rate  of  25  cents  on  clean  rice  from  Lake  Charles  and 
Gueydan,  La.,  to  Beaumont,  Tex.,  was  held  unreasonable  and 
reparation  awarded  in  No.  11464,,  Beaumont  Chamber  of  Com- 
merce vs.  Louisiana  Western  et  al.,  opinion  No.  7075,  63  I.  C.  C. 
151-2,  because  and  to  the  extent  that  'it  exceeded  12  cents  from 
Lake  Charles  and  16  cents  from  Gueydan.  Reparation  is  to 
be  made  to  the  basis  of  those  rates  and  they  are  to  be  estab- 
lished for  the  future  not  later  than  October  17.  The  report  also 
covers  No.  11520,  same  vs.  same. 


RATES  ON   SCRAP  TIN 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11456,  Vulcan  Detinning  Co.  vs.  Director- 
General,  as  agent,  63  I.  C.  C.  145-6,  as  to  rates  on  scrap  tin  from 
Oconomowoc,  Wis.,  to  Streator,  111.,  in  the  period  of  federal  con- 
trol. The  rates  were  held  unreasonable  because  in  excess  of 
$1.90  per  long  ton  and  reparation  is  to  be  made  to  that  basis. 


RATES  ON  IRON  ORE,  COKE  AND  STEEL  PLATES 
A  finding  of  undue  prejudice,  with  an  order  to  remove  it 
before  December  1,  has  been  made  in  a  report,  written  by  Com- 
missioner Meyer,  on  No.  11469,  United  Iron  Works,  Inc.,  vs.  A. 
T.  &  S.  F.  et  al.,  opinion  No.  7080,  63  I.  C.  C.,  184-92,  the  Com- 
mission holding  that  the  railroads  unduly  prejudice  lola  and 
Independence,  Kan.,  as  to  rates  on  iron  ore,  coke  and  steel 
plates.  Specifically,  the  finding  was  that  none  of  the  rates 
under  attack  by  the  complainant,  who  has  plants  at  lola,  In- 
dependence and  Pittsburg,  Kan.,  and  Joplin,  Springfield  and 
Aurora,  Mo.,  for  the  manufacture  of  machinery  of  various  kinds, 
was  unreasonable,  but  that  they  were  unduly  prejudicial  to 
lola  and  Independence,  to  the  extent  that  the  rates  to  lola 
on  pig  iron,  coke  and  iron  and  steel  plates  from  Chicago,  and 
pig  iron  from  Duluth,  exceeded  or  may  exceed  the  rates  'to 
Girard,  Kan.,  a  more  distant  point;  and  to  Independence  to  the 
extent  that  they  exceeded  or  may  exceed  by  more  than  30 
cents,  on  coke  from  Chicago,  and  by  the  same  amount  per  gross 
ton  on  pig  iron  from  Chicago  and  Duluth,  the  rates  contemp- 
oraneously maintained  to  Girard. 

In  the  fourth  section  order  No.  8055  the  Commission  denied 
fourth  section  relief  on  pig  iron  and  coke  from  Chicago  and 
Duluth  to  Girard,  Kan.,  and  directed  the  carriers  to  line  up 
their  rates  in  conformity  with  the  decision  on  the  formal  com- 
plaint not  later  than  December  1. 


SOFT    COAL    TO    MONMOUTH,    III. 

The  Commission  has  dismissed  No.  12002  Western  Stoneware 
Co.  vs.  C.  B.  &  Q.  et  al.,  opinion  No.  7090,  631  I.  C.  C.,  215-16, 
holding  the  rate  on  soft  coal  from  Oakland  City,  Ind.,  to  Mon- 
mouth,  111.,  between  April  15  and  August  13,  1920,  was  not  un- 
reasonable. 


SWITCHING    RATE    ON    BRICK 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11821,  Sioux  City  Brick  &  Tile  Co.  et 
al.  ac.' Director-General,  as  agent,  opinion  No.  7088,  63  I.  C.  C., 
211-12,  as  to  the  rate  charged  on  switching  brick,  between 
points  within  the  switching  limits  of  Sioux  City,  la.,  between 
June  25,  1918,  and  November  16,  1918.  The  Commission  held 
the  rate  to  be  unreasonable  because  and  to  the  extent  that  it 
exceeded  1.5  cents  per  1000  pounds.  Reparation  is  to  be  made 
to  that  basis.  The  Chicago,  Milwaukee  &  St.  Paul,  in  defend- 
ing the  case,  called  attention  to  the  fact  that  on  the  movement 
for  the  brick  company  there  was  a  road  haul  of  nearly  8  miles. 
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Tin-  rniiiimsM.m  ,.;ml  ihal  thai  was  for  |lu>  convenience  of  lhi> 
Barrier  and  nm  a  test  to  be  applied  to  the  traffic  thai  moved 
over  I  lie  shortest  route  which  could  have  been  used. 


RATES  ON  PEPPERMINT  AND  SPEARMINT  OILS 
The  Commission  has  dismissed  No.  11469,  A.  M.  Todd  Co.  vs. 
Ann  Arbor  et  al.,  opinion  No.  7074,  63  I.  C.  C.,  147-50,  holding 
that  the  rating  in  Official  Classification  territory,  of  one  and  a 
half  times  lirst  class  on  peppermint  and  spearmint  oils,  when 
shipped  in  metal  cans  in  barrels  or  boxes,  and  first  class,  when 
shipped  in  bulk  in  barrels,  has  not  been  shown  to  be  unreason- 
ahle.  unjustly  discriminatory  or  unduly  prejudicial. 

This  dismissal  was  based  largely  on  the  fact  that  the  essen- 
lial  oils  of  spearmint  and  peppermint  are  very  valuable.  The 
synthetic  peppermint,  it  was  pointed  out,  is  much  less  valuable 
than  the  oil  made  from  the  herb,  but  It  is  impossible  to  dis- 
tinguish that  made  directly  from  the  herb  and  that  which  comes 
from  coal  tar,  except  by  chemical  analysis.  Therefore  the  Com- 
mission said  a  separate  rating  for  the  two  kinds  is  not  prac- 
ticable. Most  of  the  commercial  wintergreen  oil  is  that  made 
from  coal  tar.  The  complainant  contended  for  the  lower  rating 
on  "drugs  n.o.i.b.n." 

SUGAR,  NEW  ORLEANS  TO  SELMA,  ALA. 

The  Commission  has  condemned  as  unreasonable  the  rate 
on  sugar  from  New  Orleans  to  Selma,  Ala.,  attacked  in  No.  11682, 
Chamber  of  Commerce  of  Selma  et  al.  vs.  Louisville  &  Nashville 
et.  ul.,  opinion  No.  7077,  63  I.  C.  C.,  157-9.  It  held  the  rate  of  32 
cents  unreasonable  because  and  to  the  extent  that  it  exceeded 
29  cents,  which  is  the  rate  to  Montgomery  found  reasonable  in 
the  so-called  Montgomery  sugar  case,  57  I.  C.  C.,  610.  Repara- 
tion is  to  be  made  to  the  basis  of  the  29  cents  rate  to  a  large 
number  of  complainants  for  which  the  Chamber  of  Commerce 
was  acting. 

PIG    IRON,    HARRISBURG,    PA.,   TO    NEW    CASTLE,    DEL. 

Reparation  is  to  be  made  by  the  Director-General  on  the 
order  of  the  Commission  in  No.  11743,  Penn  Seaboard  Steel  Cor- 
poration vs.  Director-General,  opinion  7071,  63  I.  C.  C.,  141-3,  on 
account  of  unreasonable  rates  on  pig  iron  from  Harrisburg,  Pa., 
to  New  Castle,  Del.,  during  the  war.  The  Government,  in  1918, 
having  taken  charge  of  the  blast  furnaces,  directed  the  com- 
plainant to  obtain  its  pig  iron  at  Harrisburg,  Pa.,  instead  of 
Pottstown.  No  commodity  rate  was  in  effect  from  Philadelphia, 
because  carrying  pig  iron  from  Harrisburg  to  New  Castle  would 
have  been  like  carrying  coals  to  that  point.  Sixth  class  was 
applied.  On  the  iron  that  moved  prior  to  June  25,  $2.60  was 
imposed,  and  after  that  date,  f3.30.  The  rate  from  Pottstown 
was  $1.  After  the  iron  moved  the  Director-General  reduced  the 
rate  to  $1.30.  The  Commission  ordered  reparation  to  the  basis 
of  a  rate  of  ?1.04  prior  to  June  25  and  $1.30  thereafter. 

SWITCHING   RATE  ON   LOCOMOTIVE  CRANE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
to  the  basis  of  a  subsequently  established  rate  of  $8.50  have  been 
made  in  No.  11766,  David  Kaufman  &  Sons  Co.  vs.  Director- 
General,  as  agent,  Opinion  No.  7072,  63  I.  C.  C.,  143-4.  The 
Central  of  New  Jersey,  in  the  period  June  25,  1918,  and  August 
13,  1919,  charged  the  sixth  class  rate  on  a  locomotive  crane, 
moving  on  its  own  wheels,  between  the  junk  yards  of  the  com- 
plainant at  Elizabethport  and  Bayway,  N.  J.  That  rate,  of  7 
cents  per  100  pounds,  caused  a  charge  of  $153.58  for  a  move- 
ment of  three  miles,  each  way,  or  a  car-mile  of  $25.59,  instead 
of  a  car-mile  of  $2  under  the  switching  rate  that  was  canceled 
under  General  Order  28,  and  $2.83  under  the  restored  switching 
rate  increased  25  per  cent,  or  from  $6  to  $8.50  each  way. 

RATES   ON    BOG    IRON    ORE 

The  Commission  has  dismissed  No.  11479,  Consolidated  Gas, 
Electric  Light  and  Power  Company  of  Baltimore,  vs.  Canadian 
Pacific,  Director-General  et  al.,  opinion  No.  7069,  63  I.  C.  C.  135-8, 
holding  that  charges  on  bog  iron  ore  from  Point  du  Lac  and 
Yamachiche,  Que.,  to  Baltimore,  since  June  25,  1918,  have  not 
been  unreasonable.  The  bog  iron  ore  is  used  in  purifying  gas 
and  the  complainant  uses  about  6,000  tons  a  year.  The  com- 
plaint was  based  on  the  fact  that  the  rate  was  increased  more 
than  30  cents  per  ton  the  maximum  General  Order  28  said 
was  to  be  observed  on  iron  ore.  The  rate  prior  to  the  increase 
made  by  McAdoo  was  20  cents.  The  complainant  contended 
the  rate  was  unreasonable  to  the  extent  it  exceeded  21.5  cents. 
The  Commission  said  that  failure  to  observe  the  terms  of  that 
general  order  had  not  the  effect  of  defeating  the  validity  of  the 
rates  filed  by  the  President's  agent.  The  rate  was  not  shown, 
the  Commission  said,  to  be  unreasonable. 


Rouge,  La.,  to  Athens,  Ala.,  and  [leaver  Dam,  Flemlngsburg  and 
Klkton.  Ky.,  shipped  between  Octoher  29,  1918,  and  December  10, 
1919,  were  not  unreasonable,  and  that  the  joint  rate  of  42.5  cents 
to  Bowling  Oreen,  Ky.,  from  liaton  Rouge  In  effect  from  October 
29,  1918.  to  June  28,  1919.  was  unreasonable  to  the  extent  that 
it  exceeded  42  cents,  the  aggregate  of  the  Intermediate  rates  con- 
temporaneously in  effect  over  the  route  of  movement.  Reparation 
was  awarded  on  the  shipments  which  moved  between  Baton  Rouge 
and  Bowling  Green.  Portions  of  fourth  section  applications  Nos. 
458,  542,  601,  1548,  1952,  2043,  2045,  2138,  3965,  4220  and  4944,  by 
which  the  carriers  parties  thereto  sought  authority  to  continue  to 
charge  for  the  transportation  of  petroleum  and  petroleum  prod- 
ucts from  Baton  Rouge  to  Ohio  River  crossings  rates  which  are 
lower  than  the  rates  contemporaneously  maintained  on  like 
traffic  to  Intermediate  points,  were  denied,  effective  December  1, 
1921.  The  Commission  said  in  view  of  Its  decision  In  the  Mem- 
phis-Southwestern Investigation,  55  I.  C.  C.  515,  the  defendants 
made  no  serious  effort  to  justify  the  present  deviations  from 
the  requirements  of  the  long-and-short-haul  provision  with  respect 
to  rates  from  Baton  Rouge  to  Ohio  River  crossings,  and  inter- 
mediate points.  The  Commission's  report  also  covered  No.  11691, 
Same  vs.  Director-General  et  al.;  No.  11697,  Same  vs.  Director- 
General  et  al.;  No.  11717,  Same  vs.  Director-General  et  al.,  and 
No.  11822,  Same  vs.  Same. 


WHEELING  TRACTION  CO.  FARES 

In  a  report  on  reargument  in  60  I.  C.  C.,  600,  the  Commis- 
sion, in  No.  U299,  William  Wylie  Beall  vs.  Wheeling  Traction 
Company,  opinion  No.  7092,  63  I.  C.  C.  220-4,  has  affirmed  its 
original  findings  that  the  interstate  passenger  fares  of  the 
Wheeling  Traction  Company  for  the  transportation  of  passengers 
between  Steubenville,  O.,  and  Wellsburg,  W.  Va.,  and  between 
Steubenville  and  Weirton,  W.  Va.,  were  just  and  reasonable  fares 
and  that  the  intrastate  fares  between  Steubenville  and  Brilliant, 
0.,  were  unduly  preferential  of  intrastate  passengers,  unduly 
prejudicial  to  interstate  passengers  and  unjustly  discriminatory 
against  interstate  commerce. 

The  case  was  reopened  for  reargument  on  petition  of  the 
National  Association  of  Railway  and  Utilities  Commissioners, 
the  city  of  Steubenville  and  the  villages  of  Brilliant  and  Mingo 
Junction,  0. 

The  contention  of  the  petitioners,  Commissioner  Meyer,  who 
wrote  the  report,  said,  was  that  the  traction  company  rendered 
a  strictly  street-railway  service,  over  the  charges  of  which  the 
Commission  has  no  jurisdiction.  Commissioner  Meyer  said  the 
company  transported  some  package  freight  and  that  it  has  filed 
its  freight  and  passenger  interstate  tariffs  with  the  Commission 
for  many  years  and  that  the  Commission  was  convinced  the 
carrier  was  subject  to  the  jurisdiction  of  the  commission.  The 
commissioner  said  further  the  Commission  had  not  attempted 
or  asserted  the  right  to  regulate  the  fares  of  a  street  railway  for 
travel  within  a  municipality. 

In  a  dissenting  opinion,  in  which  Commissioner  Campbell 
concurred,  Commissioner  Eastman  said  he  approached  the  case 
with  the  conviction  that  the  "activities  of  this  Commission 
should  be  confined,  so  far  as  the  law  permits,  to  matters  of  na- 
tional consequence.  The  tendency  to  overcentralization,  unless 
checked,  can  only  lead  to  congestion  here  and  to  conditions 
which  will  sooner  or  later  become  intolerable  to  the  people  of 
the  country.  It  is  impracticable  to  handle  from  Washington 
with  any  degree  of  satisfaction  matters  which  are  chiefly  of 
local  importance.  Nor  is  the  fact  that  an  evil  exists  which 
municipal  or  state  authorities  have  not  seen  fit  to  abate  neces- 
sarily a  reason  why  we  should  be  called  or  go  to  the  rescue." 

Commissioner  Eastman  said  he  was  unable  to  discover  any 
clearly  marked  distinction  between  the  lines  involved  in  the 
case  and  the  street  railroad  lines  in  the  Omaha  case,  which  the 
Supreme  Court  found  were  not  within  the  Commission's  juris- 
diction. (Omaha  Street  Ry.  vs.  Int.  Com.  Comm.,  230  U.  S., 
324.)  The  state  commissions,  in  support  of  their  contentions, 
relied  on  that  decision  in  the  present  case.  Mr.  Eastman  also 
took  the  position  that  unjust  discrimination  against  interstate 
commerce  had  not  been  established  by  the  evidence  in  the  case. 


PETROLEUM  AND  PRODUCTS 

In  a  report  on  No.  11689,  Standard  Oil  Co.  (Kentucky)  vs. 
Director-General,  as  agent,  Alabama  Great  Southern,  et  al.,  opin- 
ion Xo.  7083,  63  I.  C.  C.  200-2,  the  Commission  has  found  that  the 
rates  applicable  on  petroleum  and  petroleum  products  from  Baton 


ORE  AND  CONCENTRATES 

Against  the  protest  of  Commissioner  Hall,  the  Commission, 
in  a  report  on  No.  10648,  Gold  Hunter  Mining  &  Smelting  Co.  et 
al.  vs.  Northern  Pacific  et  al.  vs.  Opinion  No.  7095,  63  I.  C.  C. 
234-45,  written  by  Commissioner  Eastman,  has  condemned  as  un- 
reasonable and  unduly  prejudicial  the  "gross  value"  method  of 
stating  and  ascertaining  rates  on  precious  ores  and  concentrates 
used  by  the  Denver  &  Rio  Grande  and  approved  as  reasonable 
and  non-prejudicial  the  "net  value"  method  used  by  other  car- 
riers. The  finding  of  undue  prejudice  was  based  upon  the  fact 
that  the  Rio  Grande,  at  some  points,  yielding  to  what  Commis- 
sioner Hall,  in  his  dissent,  called  compelling  carrier  competition, 
joined  with  other  carriers  In  stating  rates  on  the  "net  value 
basis."  He  said  that  such  a  finding  was  unwarranted  because 
the  Rio  Grande  did  not  control  the  rates  at  the  points  to  which 
it  joined  in  rates  on  a  basis  it  did  not  approve. 

In  Mr.  Eastman's  report  the  Rio  Grande  is  represented  as 
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having  told  the  Northern  Pacific,  the  road  publishing  the  rate 
to  Pueblo  based  on  net  value,  to  limit  the  application  of  that  rate 
via  the  Denver  route  and  that  the  Rio  Grande  did  not  know, 
until  in  the  early  part  of  1919,  that  its  instruction  had  not  been 
complied  with.  Commissioner  Eastman  observed  that  a  check 
ot  that  tariff  two  years  later  showed  that  the  tariff  is  still  un- 
limited as  it  was  in  1919. 

The  case  arose  when  the  Rio  Grande  presented  undercharge 
bills  based  on  the  allegation  that  the  Gold  Hunter  had  under- 
valued ores  and  concentrates  shipped  from  Sunset  and  Mullan, 
Ida.,  to  Salida,  Colo.  The  Gold  Hunter  company  thereupon  filed 
a  complaint  attacking  the  "gross  value"  method  of  stating  rates 
as  in  violation  of  the  first,  third  and  fourth  sections  of  the  inter- 
state commerce  law  and  section  10  of  the  federal  control  law. 
The  examiner  who  heard  the  case  recommended  a  dismissal. 
Commissioner  Hall  in  his  dissent  said  he  had  heard  the  testi- 
mony, read  all  the  documents  and  agreed  with  the  majority  in 
everything  except  the  findings  that  the  gross  value  method  was 
and  is  unreasonable  and  unduly  discriminatory  and  that  the  un- 
dercharges should  be  waived. 

In  the  majority  report  the  point  is  made  that  under  the  gross 
value  method  the  liability  of  the  railroad  carrying  the  ore  and 
concentrates  is  not  known  until  after  delivery  of  the  property 
has  been  made,  while  under  the  "net  value"  it  is  known  before 
delivery  or  tender  of  delivery  can  be  made. 

There  was  no  dispute  about  the  facts.  The  Gold  Hunter  ad- 
mitted having  stated  the  value  of  the  ore  and  concentrates  on 
the  net  value  basis,  although  its  certificates  purported  to  be  on 
the  other  basis.  It  said  it  considered  that  it  had  the  right  to 
use  that  basis  because  the  Rio  Grande  used  the  net  value  basis 
at  Pueblo,  a  more  distant  point  and  with  the  smelter  at  which 
point  the  smelter  of  the  Gold  Hunter  company  at  Salida  was  in 
competition. 

In  joining  in  rates  on  the  net  basis  to  Pueblo,  the  Commis- 
sion said,  the  Rio  Grande  and  the  Northern  Pacific  clearly  dis- 
criminated against  Salida  and  unduly  preferred  Pueblo.  It  also 
held  that  the  fourth  section  was  being  violated.  Commissioner 
Hall  said  that  that  finding  was  not  supported  by  any  fact  show- 
ing that  ore  or  concentrates  ever  moved  over  the  route  to  which 
the  higher  rates  would  have  applied  at  Salida.  He  pointed  out 
that  the  law  forbids  the  charging  and  collecting  of  higher  rates 
at  intermediate  points,  not  the  mere  publication  of  rates  which 
if  used  would  result  in  the  collection  of  the  higher  charges  for 
the  shorter  than  the  longer  haul. 

The  Commission  treated  the  gross  value  method  of  the  Rio 
Grande  as  an  exception  to  the  rule  among  carriers  in  Western 
Classification  territory.  Commissioner  Hall,  in  his  dissent,  said 
that  the  Rio  Grande  was  a  large  ore  carrier,  while  the  other 
roads  are  not.  In  concluding  his  dissent  Hall  said: 

As  for  the  undercharges,  the  smelter,  out  of  the  mouths  of  its  own 
witnesses,  has  demonstrated  its  conscious  and  intentional  resort  to 
unconscionable  misrepresentation  and  deceit  in  order  to  defeat  the 
published  tariffs.  If  it  used  the  net  value  method,  believing  it  was 
lawfully  entitled  thereto,  it  has  not  satisfactorily  explained  why  it 
employed  the  term  "gross  value"  in  its  certificates.  It  took  the  law 
into  its  own  hands  to  remedy  what  it  conceived  to  be  an  injustice. 
The  requirement  in  the  report  that  undercharges  be  waived  crowns 
these  devices  with  success,  but  not  by  any  vote  of  mine.  In  my 
opinion  the  record  nowhere  establishes  that  the  charges  assailed 
were  unreasonable  or  unduly  prejudicial,  or  otherwise  unlawful.  The 
complaint  should  be  dismissed. 


HARDWOOD  LUMBER  RATES 

The    Traffic    World    Washington   Bureau 

The  distressing  conditions  existing  in  the  hardwood  lumber 
industry  in  the  south,  mention  of  which  was  made  in  The  Traffic 
World  in  the  early  part  of  the  summer,  and  illustrated  by  a 
declaration  that  the  Gayoso  Lumber  Company  had  offered  to 
give  the  Illinois  Central  millions  of  feet  of  hardwood  contained 
in  logs  lying  on  its  right  of  way  if  it  would  haul  them  to  the 
mills  for  cutting,  has  been  brought  formally  to  the  Commission's 
attention  in  No.  12995,  Southern  Hardwood  Traffic  Association 
vs.  Illinois  Central  et  al.  The  Commission  is  to  hold  hearings 
on  the  subject  in  September,  on  a  request  from  the  complaining 
association  for  an  early  hearing.  The  complaint  covers  all  rates 
east  of  the  Rocky  Mountains. 

Under  the  present  adjustment,  the  complaint  says,  the  lum- 
ber companies  cannot  and  will  not  move  the  logs  into  the  mills 
because  they  cannot  pay  the  cost  of  transportation  and  get  the 
cost  of  production  out  of  the  resulting  lumber,  much  of  which 
'grades  low  and  is  of  comparatively  little  value. 

The  complaint  alleges  that  since  June  24,  1918,  there  has 
been  a  60  per  cent  increase  in  rates  into  the  mill  points,  and 
increases  on  the  outbound  product  running  as  high  as  100  per 
cent.  The  rates  are  prohibitive  of  the  production  and  movement 
of  low  grades  of  lumber  and  are  stifling  the  entire  industry, 
and  carriers  are  receiving  less  revenue  than  they  would  were 
the  rates  reduced  to  what  the  complaint  said  would  be  a  rea- 
sonable basis. 

Complainant  further  avers  that  the  method  of  making  the 
increases  of  August  26,  1920,  resulted  in  the  disruption  of  long- 
standing relationships  and  undue  discriminations,  in  violation  of 
the  second  and  third  sections  of  the  act, 


One  of  the  averments  in  the  complaint  is  that  the  big  in- 
crease in  the  long  haul  rates  localizes  the  traffic  of  the  rail- 
roads that  is  to  say,  the  users  of  hardwood  lumber,  rather  than 
undertake  to  pay  the  high  rates  for  long  hauls,  undertake  to 
supply  themselves  with  stuff  of  near-by  production  so  that  if 
the  carriers  obtain  any  hauls  at  all  on  the  logs  or  on  the  product 
they  are  comparatively  short,  which  kind  of  hauls,  railroad  men 
generally  believe,  is  exceedingly  expensive. 

The  Commission  has  called  a  hearing  at  Chicago,  Septem- 
ber 29,  on  No.  12995,  Southern  Hardwood  Traffic  Association 
vs.  Illinois  Central  et  al.  J.  Van  Dyke  Norman,  for  the  com- 
plainants, has  asked  the  Commission  to  advance  that  date  if 
possible  and  in  the  early  part  of  the  week,  September  19,  was 
suggested  as  a  day  on  which  to  begin  the  case.  It  will  be,  it 
is.  believed,  one  of  the  hardest  problems  with  which  the  Com- 
mission will  have  to  deal,  because  the  plight  of  the  hard- 
wood lumbermen  for  months  has  been  regarded  fully  as  dis- 
tressing as  the  condition  of  the  western  farmers,  whose  case 
in  behalf  of  lower  rates  occupied  the  attention  of  Commissioner 
Lewis  the  two  weeks  ended  August  27. 


NEW  YORK  DOCK  RAILWAY  DIVISIONS 

The    Traffic    World    Washington   Bureau 

The  New  York  Dock  Railway,  in  docket  No.  13010,  has  com- 
plained against  all  railroads  in  the  country,  alleging  that  they 
have  not  given  it  divisions  large  enough  to  enable  it  to  live. 
It  further  alleges  that  the  eastern  district  carriers,  in  preparing 
their  material  for  submission  to  the  Commission  in  Ex  Parte 
No.  74  included  the  value  of  the  property  used  by  it  in  the 
performance  of  transportation  service  in  the  total  of  property 
used  by  the  eastern  carriers  to  show  to  the  Commission  how 
much  of  an  increase  in  rates  it  should  allow  to  carry  out  the 
mandate  of  the  law  requiring  it  to  initiate  and  establish  rates 
which,  as  near  as  possible,  would  give  them  a  six  per  cent 
return  on  the  value  of  the  property  devoted  to  transportation. 
The  value  of  the  complainants'  property,  as  included  in  the 
total  of  the  property  investment  account  of  the  eastern  roads, 
was  stated  to  be  $2,574,432. 

An  increase  of  107  per  cent  in  the  divisions  allowed  the 
complainant,  the  complaint  says,  would  give  it  the  return  on 
its  property  investment  contemplated  by  the  transportation  law. 
At  present  the  trunk  line  connections  of  the  complainant  pay 
it  5.4  cents  on  carload  freight  from  or  to  points  west  of  the 
Buffalo-Pittsburgh  line,  and  7.4  cents  on  less-than-carload  stuff. 
On  stuff  moving  locally  in  eastern  trunk  line  territory  the  al- 
lowance is  4.2  on  carloads  and  6.2  on  less-than-carloads.  The 
allowance  on  coal  is  35  cents  per  ton  and  on  coke  60  cents. 

No  through  route  and  joint  rate  arrangements  exist  in  tariff 
publications  between  the  complaining  company,  owned  by  the 
New  York  Dock  Co.,  and  the  trunk  lines.  The  amounts  herein 
before  set  forth,  therefore,  are  not  divisions  in  the  true  sense  of 
the  word,  but  allowances  to  a  terminal  company  for  the  services 
rendered  by  it,  regardless  of  the  rates  paid  by  the  shippers. 
However,  in  the  complaint,  the  amounts  are  treated  as  if  they 
were  divisions,  which  the  complaining  company  regards  as  un- 
reasonable and  inequitable,  especially  inasmuch  as  there  has 
been  no  increase  in  them  since  the  eastern  carriers,  a  year  ago, 
received  a  forty  per  cent  increase  in  rates.  The  prayer  is  for 
just,  reasonable  and  equitable  divisions  of  joint  rates.  In  one 
of  the  paragraphs  of  the  complaint  the  dock  railway  alleged 
"that  by  agreement  heretofore  made  and  entered  into  through 
routes  have  been  established  between  the  complainant  and  the 
defendants,  for  the  movement  of  property  from  points  on  com- 
plainant's railroad  in  1he  state  of  New  York  to  points  on  the 
defendants'  respective  railroads  in  various  other  states;  and 
there  are  now  in  effect,  as  between  complainant  and  defendants, 
joint  rates  and  charges  and  divisions  of  such  joint  rates  and 
charges  for  such  transportation." 

American  Short  Line  Railroad  Association  officials  signed 
the  complaint,  as  if  they,  too,  were  complainants,  although  they 
are  not  so  nominated  in  the  body  of  the  complaint.  That  or- 
ganization has  a  committee  that  has  been  discussing  the  subject 
of  divisions  with  trunk  line  connections  and  the  fact  that  they 
have  signed  the  complaint  is  taken  to  mean  that  the  short  line 
association  will  conduct  the  fight  for  the  terminal  railroad. 

The  New  York  Dock  Railway  is  one  of  the  Brooklyn  termi- 
nals used  by  the  trunk  lines,  the  rails  of  which  do  not  reach 
that  part  of  the  greater  city  by  means  other  than  lighters  and 
car  floats.  The  railroad  is  a  part  of  the  plant  consisting  of  a 
dock,  lighters,  car-floats  and  railroad  tracks.  The  trunk  lines 
have  been  adverse  to  recognizing  it  as  a  common  carrier,  prefer- 
ring to  treat  it  as  a  company  furnishing  common  carrier  facili- 
ties and  therefore  to  be  employed  or  not  employed  as  they  see 
fit,  notwithstanding  that  there  are  shippers  who  use  its  rails 
and  desire  to  receive  and  deliver  freight  over  its  rails. 


CENTRAL    VERMONT    BONDS 

The  Central  Vermont  has  applied  to  the  Commission  for 
authority  to  issue  $147,000  of  refunding  mortgage  5  per  cent 
gold  bonds,  for  the  purpose  of  reimbursing  the  company's  treas- 
ury for  money  spent  from  income. 
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Tentative  Reports  of  the  Commission 


TRANSPORTATION  PRIVILEGES  ON  RICE 

In  a  ttntative  report  on  No.  11871,  Lake  Charles  Rice  Mill- 
ing Company  of  Louisiana  et  al.  vs.  Louisiana  Western  et  al., 
KsamiMi'i  ('.  I.  Kepluirt  has  recommended  a  rate  structure  on 
rough  and  cleaned  rice,  transit,  back-haul  allowances,  and  things 
that  arc  supposed  to  be  factors  in  the  competition  between  rice 
millers  and  brokers  in  Lake  Charles  and  New  Orleans,  which  he 
thinks  will  i;ivc  each  of  the  competing  groups  what  it  is  entitled 
ceive.  He  recommended  a  holding  that: 
Kales  on  rough  rice  from  producing  points  to  milling  points 
in  Louisiana  for  milling-in-tiansit  were,  and  will  be,  unreason- 
able because  and  to  the  extent  that  they  exceed  the  rough  rice 
rates  from  points  in  Arkansas  and  Texas  to  Lake  Charles,  pre- 
scribed in  63  I.  C.  C.,  18,  decided  July  25,  1921. 

As  to  back-haul  allowance  the  examiner  said  the  Commission 

should  find  that  the  failure  of  the  railroads  to  accord  62.5  miles 

haul    allowance    on    rough    rice    into    milling   points    under 

milling  in-transit    arrangements    from    stations    intermediate    to 

the  destination  of  the  milled  rice  is  unduly  prejudicial  to  ship- 

;  uch  points  and  unduly  preferential  of  shippers  on  direct 

•line    of   movement,    and    that    that    back-haul    allowance    should 

be  restored  in  the  tariffs  subject  to  the  provision  that  a  charge 

o!   one  per  cent  per  ton-mile  shall  be  imposed  on  back-hauls  in 

excess  of  62.5  miles. 

With   regard   to   reconsignment   the   Examiner   said   the   ar- 
cments  are  identical  at  both  New  Orleans  and  Lake  Charles. 
As  10  loading  in  transit,  the  examiner  said  that  it  had  not  been 
simwn  that  New  Orleans  receives  any  service  in  that  regard  that 
is  not  given  at  Lake  Charles,  or  that  New  Orleans  has  any  ad- 
age  in   unloading,   storage,  insurance   and  loading   arrange- 
ments. 

As  to  rates  on  clean  rice  for  export,  from  western  Louisiana 

points  to  New  Orleans,  Kephart  said  they  should  be  held  to  be 

unreasonable   because   and   to   the   extent   that   they   exceed   24 

[cents  from  Lake  Charles  and  22.5  cents  from  Gueydan,  minimum 

MI  pounds.     He  said  the  rates  suggested*  by  him  should  be 

•  made  to  include  the  port  expenses  to  shipside  as  at  present. 

The  question  of  reparation,  Kephart  said,  on  account  of  the 
naiure  of  the  record  made  in  the  hearings  on  this  complaint, 
should  be  reserved  for  future  consideration.  As  to  all  other 
points  raised  in  the  complaint,  the  Commission  should  dismiss  it, 
he  said. 


TIME  FOR  FILING  DEMURRAGE  CLAIMS 

The  contention  of  the  complainant  that  15  days  was  not  and 
30  days  is  not  a  reasonable  time  within  which  to  assemble  the 
information  necessary  to  determine  whether  bunching  has 
occurred,  and  if  so  to  present  claims  to  carriers,  has  been  over- 
ruled by  Examiner  R.  L.  Shanafelt,  in  a  tentative  report  in  No. 
12511.  Carnation  Milk  Products  Co.  vs.  Director-General,  as  agent, 
and  Great  Northern.  Dismissal  of  the  complaint  is  proposed. 

The  complainant  alleged  that  demurrage  charges  collected 
by  the  defendants  on  29  carloads  of  tinplate  shipped  during 
January,  February  and  March,  1918,  from  the  Pittsburgh  district 
in  Pennsylvania  to  Kent,  Wash.,  and  the  rules  and  regulations 
in  defendants'  tariffs  relative  to  filing  demurrage  claims  under 

bunching  rule,  were  unjust  and  unreasonable.     . 

Defendants  admitted  on  hearing  that  $138  would  have  been 
du<-  the  complainant  had  the  claim  been  presented  within  15 
days  after  the  demurrage  bill  had  been  presented.  The  com- 
plainant paid  th  bill  on  June  1,  1918,  and  on  June  30,  1918,  filed 
its  claim  for  the  refund.  At  the  time  the  claim  was  filed  the 
Great  Northern's  tariffs  required  filing  of  such  claims  within 
1">  days.  Later  the  time  was  extended  to  30  days. 

"At  the  present  time,"  Examiner  Shanafelt  says,  "the  pro- 
vision of  the  rule  assailed  is  national  in  scope  and  apparently 
has  been  and  is  satisfactory  to  practically  all  interested  parties, 
as  this  is  the  first  formal  complaint  against  it  which  has  arisen, 
and  no  special  circumstances  or  conditions  appear  that  would 
warrant  an  exception  being  made  to  the  uniform  rule  in  favor 
of  points  on  the  Great  Northern." 

A  finding  also  that  the  demurrage  charges  collected  were 
not  unreasonable  is  recommended. 


IMPORT  RATES  ON  COCOANUT  OIL. 

Rates  on  crude  import  cocoanut  oil  in  tank-car  loads  from 
San   Francisco,  Cal.,  to  Chattanooga,  Tenn.,  on  shipments  mov- 
lietween   December  6,  1917,  and  December  22,   1918,  should 
neld  not  unreasonable  but  unduly  prejudicial   to  the  extent 
they   exceded    the   rates   contemporaneously   applicable   on 
le   cottonseed   oil  in   tank-car  loads,   Examiner  John   A.   Mc- 
Quillan  proposes   in  a   tentative   report  in  No.   12247,  Wilson   & 


Co.,  Inc.,  Of  Tennessee,  vs.  Director-General,  as  agent,  A.  T.  & 
S.  F.,  et  al.  The  shipments  were  overcharged,  and  a  refund  IH 
recommended. 

The  examiner  also  holds  that  rates  on  refined  cocoanut  oil 
in  carloads,  in  tank-cars  and  barrels,  from  Chattanooga  to  New 
York,  Nutley,  N.  J.,  Philadelphia,  Pa.,  Chicago,  and  Kansas  City, 
Mo.,  should  be  held  unreasonable,  to  the  extent  indicated  In  the 
report,  and  unduly  prejudicial,  to  the  extent  that  they  exceeded 
the  rates  contemporaneously  applicable  on  refined  cottonseed  oil 
in  tank-cars  or  barrels,  and  that  reparation  should  be  awarded. 
The  shipments  moved  in  the  same  period  as  the  crude  import 
cocoanut  oil  shipments. 

On  the  shipments  from  Chattanooga  fifth-class  rates  applied. 
On  the  imported  shipments  from  San  Francisco  the  rate  appli- 
cable was  a  combination  rate  of  94  cents,  composed  of  a  Joint 
import  commodity  rate  of  58  cents  to  Corinth,  Miss.,  plus  the 
fifth-class  local  rate  of  36  cents  beyond.  Some  of  the  shipments 
to  Chicago  were  undercharged  3  cents  per  100  Ibs.,  and  all 
shipments  from  San  Francisco  were  overcharged  1  cent  per 
100  Ibs. 

The  examiner  points  out  that  cocoanut  oil  rates  from  Chat- 
tanooga were  reduced  to  the  level  of  rates  on  cottonseed  oil, 
April  26,  1919,  and  are  maintained  on  that  basis  today. 

The  rates  applicable  on  the  shipments  to  New  York  and 
Nutley  were  unreasonable  to  the  extent  that  they  exceeded  50 
cnts,  and  the  rates  applicable  to  Philadelphia,  Chicago  and  Kan- 
sas City  were  unreasonable  to  the  extent  that  they  exceeded 
36.5  cents,  33  cents  and  44.5  cents,  respectively,  the  examiner 
says. 


RATES  ,ON  COTTONSEED  MEAL 

Examiner  Paul  O.  Carter,  in  a  tentative  report  in  No.  12366, 
John  W.  Eshelman  &  Sons  et  al.  vs.  Director-General,  as  agent, 
Mobile  &  Ohio,  et  al.,  proposes  that  the  Commission  hold  that 
rates  charged  by  defendants  for  the  transportation  of  cotton- 
seed meal  from  points  in  the  Mississippi  valley  and  the  South- 
east, prior  to,  during  and  subsequent  to  the  period  of  federal 
control,  to  Lancaster  and  York,  Pa.,  there  manufactured  into 
mixed  feed  and  the  product  reshipped  to  destinations  in  New 
England  and  trunk  line  territories,  be  found  unreasonable  but 
not  unduly  prejudicial.  An  award  of  reparation  is  recommended. 

"The  Commission  should  find."  Examiner  Carter  says,  "that 
the  through  rates  charged  on  cottonseed  meal  from  the  Mis- 
sissippi valley  and  the  Southeast  to  Lancaster,  there  manufac- 
tured into  mixed  feed,  under  a  transit  arrangement,  and  the 
mixed  feed  shipped  to  destinations  in  New  England  and  trunk 
line  territories  were  and  are  unreasonable  to  the  extent  that 
they  exceed  the  through  rates  contemporaneously  applicable  on 
cottonseed  meal  from  the  points  of  origin  to  the  destinations 
described,  via  Lancaster." 

The  examiner  says  the  Commission  should  further  find  that 
a  reasonable  basis  of  rates  for  the  future  will  be  the  rates  on 
cottonseed  meal  from  the  above  territory  of  origin  to  the  above 
territory  of  destination,  with  transit  at  Lancaster  and  York,  Pa. 


RATES    ON    LUMBER 

Dismissal  of  the  complaint  in  No.  12165,  I.  L.  Gilmore  et  al. 
vs.  M.  K.  &  T.  et  al.,  is  recommended  by  Examiner  J.  P.  Mc- 
Grath  on  a  finding  that  rates  applicable  on  lumber  from  Burk- 
burnett,  Tex.,  to  Bristow  and  Slick,  Okla.,  via  Denison,  Tex., 
and  to  Commerce,  Ga.,  via  Frederick,  Okla.,  were  not  unreason- 
able, but  that  the  rates  on  the  same  product  from  Burkburnett 
to  Bristow  and  Slick  via  Frederick  were  unreasonable.  The 
shipments  moved  in  October,  November  and  December,  1920.  A 
refund  of  overcharges  is  recommended  on  the  shipments  which 
moved,  to  Bristow  and  Slick  via  Denison  and  to  Commerce  via 
Frederick.  Collection  of  undercharges  on  the  other  shipments 
should  be  waived,  the  examiner  says.  As  to  the  rates  found 
unreasonable,  the  examiner  says  that  because  it  was  shown  that 
no  future  movement  is  likely  to  occur  publication  of  rates  found 
reasonable  will  be  unnecessary. 


RATES   ON    SCRAP    IRON 

Rates  charged  for  intrastate  transportation  of  scrap  iron 
from  Bellingham  "and  Sedro  Woolley  to  Seattle,  Wash.,  during 
federal  control  were  not  unreasonable  and  reconsignment 
charges  applicable  on  6  carloads  of  scrap  iron  shipped  from 
Bellingham  to  Seattle  were  not  unreasonable,  Examiner  F.  W. 
McM.  Woodiow  proposes,  in  a  tentative  report  in  No.  11591, 
Alaska  Junk  Co.  vs.  Director-General,  as  agent,  C.  M.  &  St.  P. 
et  al.  The  report  also  embraces  sub-numbers  1  and  2.  Dis- 
missal of  the  complaints  is  recommended. 
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STATE  AND  FEDERAL  CO-OPERATION 

The   Traffic   World    Washington   Bureau 

The  special  committee,  appointed  by  President  Perry,  of 
the  National  Association  of  Railway  and  Utilities  Commissioners, 
to  confer  with  the  Interstate  Commerce  Commission  on  the  sub- 
ject of  co-operaton,  has  reached  the  conclusion  that  "the  federal 
Commission  is  not  now  disposed  to  act  under  the  co-operative 
provisions  of  the  transportation  act  in  cases  pending  before  said 
Commission  involving  state  rates,"  according  to  a  bulletin  sent 
this  week  to  state  commissions  by  John  E.  Benton,  general  so- 
licitor of  the  association. 

The  committee  based  its  conclusion  on  the  following  letter 
received  recently  from  Chairman  Clark  of  the  Commission: 

The  suggestions  of  the  committee  of  the  National  Association  of 
Railway  and  Utilities  Commissioners  as  to  action  under  the  co-opera- 
tive  provisions   of   paragraph    3   of   section   13    of   the    interstate    cor 
merce  act,  which  were  stated  in  your  letter  of  January  22    1921.  have 
not  been  lost  sight  of.    Reply  has  been  delayed  in  part  by  the  press  of 
other  important  matters  and  in  part  by  our  desire  to  have  the  mattt 
considered  by  a  full  membership  of  the  Commission.     The  matter  has 
now  been  so  considered,  and  I  am  authorized  to  make  the  following 
reply  * 

When  a  petition  is  filed  with  us  bringing  in  issue  any  intrastate 
rate,  fare,  charge,  classification,  regulation  or  practice  it  is  now,  and 
for  some  time  has  been,  our  custom  to  notify  the  state  commission  or 
commissions  having  jurisdiction  over  such  intrastate  rate,  fare,  etc., 
of  the  pendency  of  the  petition  and  of  the  time  and  place  of  hearing. 
Your  committee  now  suggests  that  before  proceeding  upon  such  peti- 
tion, or  entering  any  order  for  investigation  thereon,  we  invite  a  con- 
ference with  the  state  commission  or  commissions,  or  suggestions  from 
them  in  writing  as  to  the  procedure  upon  the  petition  "with  a  view  to 
adjusting  without  hearing,  if  possible,  any  conflict  between  state  and 
federal  requirements  that  may  appear,  or,  in  the  event  that  formal 
hearing  shall  be  unavoidable,  with  a  view  to  a  joint  hearing,  if  the 
same  shall  seem  advisable  to  the  commissions  involved." 

We  are  in  accord  with  the  general  principles  underlying  this  sug- 
gestion and  are  disposed  to  follow  them  in  so  far  as  can  consistently 
be  done  We  shall  be  glad  to  contribute  whatever  we  appropriately 
can  to  such  a  plan  of  procedure,  but  we  appreciate  that  in  certain 
cases  special  circumstances  might  make  such  a  course  unwise  and 
contrary  to  the  public  interest.  As  a  necessary  corollary  of  this  we 
shall,  of  course,  be  glad  if  whenever  there  is  pending  before  any 
state  commission  a  proceeding  involving  the  relationship  between 
state  and  federal  rate  structures  and  practices,  the  state  commission 
will  advise  us  of  such  proceeding  and  make  such  suggestions  as  it 
deems  desirable  looking  towards  joint  conference  or  joint  hearings. 

We  take  it  for  granted  that  the  members  of  your  association  con- 
cede the  doubt  as  to  the  advisability,  and  indeed  the  propriety,  of 
joint  hearings  when  interstate  and  intrastate  rates  are  in  conflict  be- 
cause of  requirements  of  the  state  law  which  the  state  commission 
deems  itself  powerless  to  change,  or  constrained  to  follow  and  apply, 
or  because  of  orders  made  or  authority  refused  by  the  state  commis- 
sion, in  consequence  of  which  the  state  commission  appears  before  us 
as  one  of  the  parties  litigant. 

We  are  in  doubt  with  regard  to  the  suggestion  of  your  commit- 
tee that  we  "invite  the  several  state  commissions  to  act  as  agencies 
of  the  federal  commission  in  all  matters  relating  to  car  service  local 
to  their  several  states,  and  that  it  be  understood  that  in  the  matter 
of  distribution  of  cars  already  within  any  state,  as  between  shippers 
desiring  same,  the  local  commission  in  that  state,  subject  to  any  rule 
of  distribution  in  the  interstate  commerce  act,  may  require  an  equit- 
able distribution  of  the  same." 

It  may  be  that  all  state  commissions  are  not  equipped  or  em- 
powered to  act  in  this  way.  It  is  difficult  to  visualize  the  scope  and 
possible  consequences  of  the  adonfion  of  this  suggestion.  However, 
if  any  state  commission  which  feels  that  it  is  in  a  position  to  act 
with  public  advantage  as  one  of  our  agencies  in  matters  relating  to 
car  service  will  communicate  with  us  and  set  forth  definitely  the  plan 
which  it  has  in  mind  and  the  public  benefits  which  it  believes  will 
result,  we  shall  be  most  glad  to  give  thorough  consideration  thereto. 

Your  committee  in  its  suggestions  did  not  touch  upon  certain  other 
phases  of  our  activities  in  which  we  have  been  seeking  and  generally 
obtaining  the  co-operation  of  state  commissions,  such  as  matters  re- 
lating to  the  construction  of  new  railroad  lines  or  the  abandonment  of 
existing  lines,  and  authorization  of  security  issues.  We  assume,  how- 
ever, that  our  practice  in  this  respect  meets  with  general  approval 
and  that  we  can  count  upon  continued  co-operation. 

We  avail  ourselves  of  this  opportunity  to  express  the  sincere  hope 
and  expectation  that  now  that  the  unusual  strains  incident  to  and 
growing  out  of  the  war  are  lessening,  the  interstate  and  the  state 
regulatory  bodies  will  find  common  ground  for  effective  co-operation. 
You  may  be  assured  that  such  relations  are  by  us  deemed  desirable, 
and  we  hope  that  they  may  commend  themselves  in  such  manner 
that  they  will  grow  and  spread.  We  appreciate  to  the  full  the  im- 
portance of  the  provision  of  the  interstate  commerce  act  which  au- 
thorizes our  Commission  "to  avail  itself  of  the  co-operation,  services, 
records  and  facilities"  of  state  authorities.  We  hope  with  the  co- 
operation of  the  state  commissions  to  make  more  and  more  use  of 
this  authority  as  the  country  gradually  returns  to  normal  conditions. 

In  reply,  Mr.  Benton  set  forth  the  views  of  the  committee 
as  follows: 

At  a  meeting  of  the  special  committee  on  co-operation  which 
conferred  with  you  on  January  22,  last,  held  at  this  office  August  19, 
and  attended  by  the  president,  the  vice-presidents  of  the  association, 
all  state  commission  members  of  the  executive  committee  (except 
Mr.  McAneny,  of  New  York),  and  the.  general  solicitor,  your  letter  of 
June  24.  1921,  was  considered,  and  by  unanimous  vote  of  those  present 
I  was  directed  to  make  response  as  follows: 

We  appreciate  both  the  candor  with  which  you  make  clear  your 
position  with  respect  to  the  propositions  contained  in  our  letter  of 
January  22,  last,  and  the  spirit  of  courtesy  and  good-will  which  would 
appear  to  have  prompted  you  at  the  same  time  to  express  accord 
with  the  general  principles  underlying  those  propositions,  and  a  dis- 
position to  follow  them  so  far  as  can  consistently  be  done. 

We  take  note  of  the  following  portion  of  your  letter: 

"We  take  it  for  granted  that  the  members  of  your  association  con- 
cede the  doubt  as  to  the  advisibility.  and  indeed  the  propriety,  of 
joint  hearings  when  interstate  and  intrastate  rates  are  in  conflict  be- 
cause of  requirements  of  the  state  law  which  the  state  commission 
deems  itself  powerless  to  change,  or  constrained  to  follow  and  apply, 
or  because  of  orders  made  or  authority  refused  by  the  state  commis- 
sion, in  consequence  of  which  the  state  commission  appears  before 
us  as  one  of  the  parties  litigant." 

We  assume   that   the  paragraph   quoted  was   intended   to   express 


the  views  of  your  commission  rather  than  those  entertained  by  the 
members  of  this  association.  It  is  obvious  that  if  both  rates  pre- 
scribed by  authority  of  a  state  through  statutes  and  those  imposed 
by  commission  requirements  are  inappropriate  for  co-operative  con- 
sideration, there  can  be  no  joint  consideration  of  "rate  structures  and 
practices  of  carriers  subject  to  the  jurisdiction"  of  such  commissions. 
While  we  may  regret  the  view  which  you  appear  to  take  of  this  mat- 
ter, we  have  no  disposition  to  enter  upon  any  argument  concerning  it. 

For  the  purpose  of  keeping  our  own  position  entirely  clear,  how- 
ever, we  would  say  that  we  have  regarded  the  character  of  co- 
operation authorized  by  paragraph  (3)  of  section  13  as  in  every  way 
proper,  because  expressly  sanctioned  by  Congress. 

We  have  not  considered  that  state  regulatory  commissions  can 
ever  be  parties  litigant  before  the  federal  commission  until  they 
voluntarily  become  such.  Our  suggestion  looked  towards  the  avoid- 
ance of  the  necessity  of  assuming  that  status. 

So  far  as  statutory  rates,  over  which  the  state  commission  has 
no  control,  are  concerned,  they  have  seemed  to  us  proper  for  co- 
operative consideration.  Such  consideration  might  in  any  case  lead 
to  the  common  conclusion  that  the  alleged  discrimination  does  not 
exist,  or  that  it  is  produced  by  interstate  rates  that  ought  to  be 
changed,  or  that  the  state  commission  ought  to  recommend  to  the 
state  legislature  modification  of  the  staute. 

So  far  as  rates  prescribed,  or  kept  in  force,  by  a  state  commission 
are  concerned,  we  have  regarded  those  also  as  proper  for  co- 
operative consideration,  because  they  are  exclusively  subject  to  the 
jurisdiction  of  the  state  commission,  unless  they  conflict  in  a  discrimi1 
natory  way  with  interstate  rates.  All  of  the  discussion  of  co- 
operation which  antedated  the  enactment  of  the  provisions  of  section 
13  (3),  of  which  we  have  any  knowledge,  went  upon  the  theory  that 
frank  and  full  discussion  and  comparision  of  information  and  views 
would  in  a  given  case  be  likely  to  lead  to  common  conclusions,  either 
as  to  the  nonexistence  of  discrimination,  or  as  to  the  method  by 
which  it  should  be  removed. 

We  note  your  suggestion  that  you  will  be  glad  "if  whenever  there 
is  pending  before  any  state  commission  a  proceeding  involving  the 
relationship  between  state  and  federal  rate  structures  and  practices"  the 
state  commission  will  advise_  the  federal  commission  of  such  proceed- 
ing "and  make  such  suggestions  as  it  deems  desirable  looking  towards 
joint  conferences  or  joint  hearings."  This  we  assume  to  be  in  reply 
to  the  second  paragraph  of  our  letter  under  the  subject  of  "Rate 
Cases."  That  paragraph  was,  of  course,  a  corollary  to  the  paragraph 
which  immediately  preceded  it.  Inasmuch  as  what  you  say  on  this 
point  will  naturally  be  read  in  connection  with  the  above  quoted 
paragraph  of  your  own  letter  immediately  following  same,  there  may 
be,  in  the  minds  of  some  commissioners,  some  uncertainty  as  to 
whether  or  not  it  is  intended  to  be  implied  that  you  would  consider 
it  proper  to  take  part  in  a  joint  hearing,  which  will  result  in  the  fixing 
of  rates  which  may  later  be  litigated  before  the  federal  commission. 

We  note  that  you  are  in  doubt  with  regard  to  our  suggestion  that 
your  commission  "invite  the  several  state  commissions  to  act  as 
agencies  of  the  federal  commission  in  all  matters  relating  to  car 
service  local  to  the  several  states,  etc."  In  view  of  what  you  s.-iy 
we  do  not  think  any  state  commission  will  feel  disposed  to  press 
the  suggestion  made  in  our  letter.  We  are  of  course  aware  that  some 
of  the  states  do  not  have  a  sufficient  staff  of  employes  to  render  any 
considerable  service  in  car  service  matters,  but  in  the  states  where 
there  is  most  transportation  business,  and  most  need  for  some  au- 
thority that  can  be  easily  applied  to  and  can  act  quickly  in  car  service 
matters,  the  commissions  are  well  equipped.  If  constituted  agencies 
of  your  commission,  they  would,  so  far  as  they  exercise  federal  power, 
be  subject  to  your  direction  and  the  agencies  would  be  terminated 
whenever  results  might  appear  not  conducive  to  public  advantage. 
If  anything  were  to  be  attempted  along  this  line,  the  definite  plan  to 
be  adopted  would  seem  not  likely  to  be  satisfactory  if  worked  out 
jointly  between  the  technical  representatives  of  your  car  service 
bureau  and  like  representatives  of  state  commissions. 

We  note  the  statements  and  expressions  contained  in  the  con- 
cluding paragraphs  of  your  letter,  and  feel  that  we  can  confidently  say 
that  the  state  commissions  are  disposed  to  extend  to  your  commission 
at  any  time,  to  the  fullest  extent  deemed  practicable  by  them  under 
all  circumstances,  any  assistance  which  they  may  be  in  u  position 
to  give. 

WESTERN  MARYLAND  RAILWAY  LOAN 
The  Western  Maryland  Railway  Co.  has  applied  to  the  Com- 
mission for  a  loan  of  $1,000,000  to  finance  the  cost  of  enlarging 
its  grain  elevator  and  facilities  at  Baltimore,  Md.  The  company 
said  the  need  for  the  improvements  planned  is  urgent  in  order 
to  enable  it  to  handle  export  grain  shipments  moving  through 
Baltimore.  "The  Western  Maryland's  grain  elevator  at  Balti- 
more was  opened  for  business  in  December,  1915,"  the  company 
said.  "In  January,  1916,  on  account  of  the  tremendous  flow 
of  grain,  the  elevator  was  full  to  capacity  and  the  Western 
Maryland  was  compelled  to  lay  an  embargo.  During  1916  the 
Western  Maryland  had  3,500  cars  of  grain  held  on  its  rails, 
which  could  not  be  unloaded  on  account  of  the  elevator  being 
filled  to  capacity.  That  this  condition,  although  extreme,  is  not 
abnormal  and  may  be  expected  to  recur  in  large  measure  at 
least,  appears  from  the  fact  that  during  the  period  from  January 
to  March,  1921,  the  Western  Maryland  had  1,200  cars  of  grain 
standing  on  its  rails  which  could  not  be  unloaded  because  its 
elevator  at  Baltimore  was  full." 


PERE    MARQUETTE   ABANDONMENT 

The  Pere  Marquette  Railway  Co.  has  petitioned  the  Com- 
mission for  authority  to  abandon  9.38  miles  of  railroad  in  Clare 
county,  Mich.,  between  the  towns  of  Harrison  and  Leota.  The 
line  was  built  to  handle  forest  products  and  there  is  little  of 
such  tonnage  left  because  of  the  exhaustion  of  the  forests  in 
the  vicinity  of  the  line,  the  company  said. 


LOUISIANA  AND  PACIFIC  ABANDONMENT 
The  Louisiana  &  Pacific  Railway  Co.,  in  an  application  filed 
with  the  Commission,  asks  authority  to  abandon  its  branch 
line  of  5.5  miles  between  Longville  and  Vandercook,  La.  Re- 
moval of  a  sawmill  from  Longville  has  resulted  in  a  loss  of 
traffic  for  the  branch,  it  is  averred, 


August  117,  1921 


THE    TRAFFIC    WORLD 


401 


RAILROAD  FUNDING  BILL 

Tht    Traffic    World    Washington   Bureau 

Congress  began  its  recess  August.  21  until  September  21  with 
no  action  having  been  taken  by  the  Senate  on  the  railroad  fund- 
ing bill. 

As  far  as  President  Harding  was  concerned,  it  was  his  de- 
sire that  the  bill  be  passed  by  both  branches  of  Congress  before 
ihr  rrccss.  It'  the  hill  had  been  called  up  in  the  Senate,  there 
would  not  have  been  any  recess  at  this  time.  Senator  LaPollette 
was  prepared  to  make  a  long  attack  on  the  measure.  Senator 
Stanley  spoke  against  the  bill  and  read  the  McAdoo  letter  August 
i'4.  hut  the  bill  was  not  up  for  consideration. 

Alter  four  hours  of  general  debate,  the  House,  late  August 
22,  by  a  vote  of  214  to  120,  passed  the  Winslow  bill  extending 
the  powers  of  the  War  Finance  Corporation  so  that  it  may  buy 
railroad  securities  from  the  Railroad  Administration  for  the  pur- 
pose of  financing  final  settlements  to  be  made  by  the  Adminis- 
tration with  the  railroads.  The  bill  was  brought  up  under  a 
special  rule. 

Representative  Garrett,  of  Tennessee,  acting  minority 
leader,  said  he  did  not  oppose  the  resolution  for  bringing  the 
bill  up  If  the  majority  desired  to  consider  the  bill,  but  that  if 
all  lie  had  heard  was  correct  there  was  not  the  remotest  possi- 
bility of  the  bill  being  considered  in  the  Senate  until  after  the 
recess.  He  said,  therefore,  it  seemed  to  him  that  it  was  wholly 
unnecessary  to  take  the  bill  up  at  the  present  time. 

Under  the  bill,  the  War  Finance  Corporation  may  purchase 
not  to  exceed  $500,000,000  of  securities  taken  by  the  Railroad 
Administration  as  evidence  .of  indebtedness  of  the  railroads  to 
the  government  on  account  of  federal  control.  The  money  the 
Railroad  Administration  gets  in  this  way  will  be  used  in  making 
final  stttlements  with  the  railroads.  Director-General  Davis,  in 
his  testimony  before  the  congressional  committees,  said  he  had 
about  $149,000,000  for  final  settlements  and  that  he  believed 
$200,000,000  more  would  enable  him  to  make  final  settlements 
with  all  railroads  not  yet  settled  with. 

It  is  estimated,  in  connection  with  the  settlements,  that  the 
Railroad  Administration  will  fund  approximately  $500,000,000  of 
railroad  indebtedness  to  the  government  for  additions  and  bet- 
terments during  the  war.  Part  of  the  notes  for  this  indebted- 
ness, or  part  of  equipment  trust  certificates  already  held,  may 
be  sold  by  the  Railroad  Administration  to  the  corporation. 

Little  hope  was  entertained  by  Senate  leaders,  at  the  begin- 
ning of  this  week's  session,  that  the  Townsend  railroad  bill 
would  be  passed  before  the  beginning  of  the  proposed  recess 
on  August  24.  House  leaders,  on  the  other  hand,  looked  for 
passage  of  the  Winslow  bill,  designed  to  accomplish  the  same 
purpose  as  the  Townsend  bill,  in  the  House  before  the  recess. 
It  was  believed  that  this  was  the  best  that  could  be  done  under 
the  circumstances  in  meeting  President  Harding's  wishes  that 
the  legislation  be  put  through  before  the  recess.  Some  mem- 
bers of  Congress  believed  the  recess  might  be  postponed. 

That  the  Townsend  bill  would  strike  a  snag  if  a  serious 
effort  were  made  to  push  it  through  before  the  recess  became 
apparent,  August  19,  when  Senator  Townsend  submitted  the 
report  on  the  measure  and  recommended  its  passage.  Senator 
La  Follette  at  once  requested  three  days'  time  in  which  to  file 
a  minority  report,  declaring  he  had  not  seen  the  majority  report. 
The  request  was  granted. 

Inquiry  was  then  made  by  Senator  Borah  as  to  whether  "it 
is  the  intention  of  those  in  charge  of  the  railroad  bill  to  urge 
its  passage  prior  to  the  recess?"  Senator  Townsend  replied  he 
wished  to  call  up  the  bill  at  the  earliest  opportunity. 

"We  have  passed  a  resolution  to  adjourn  next  Wednesday," 
said  Senator  Borah.  "Manifestly  we  could  not  pass  any  railroad 
bill,  and  ought  not  to  undertake  to  pass  any  railroad  bill,  between 
now  and  next  Wednesday.  Manifestly,  too,  we  would  not  under- 
take to  pass  that  kind  of  a  bill  when  we  are  running  shy  of  a 
quorum  about  every  two  hours.  I  only  wish  to  say  that  if  there 
is  going  to  be  an  effort  to  pass  this  bill  there  will  have  to  be  a 
full  Senate  or  a  reasonably  full  Senate.  I  do  not  mean  to  pass 
upon  the  merits  or  demerits  of  this  bill,  but  it  is  an  important 
measure.  I  want  it  considered  under  circumstances  which  will 
permit  of  proper  and  wise  consideration." 

Senator  King  of  Utah  said  he  had  given  notice  that  he 
would  move  to  have  the  vote  to  recess  reconsidered  unless  he 
were  assured  "that  no  effort  would  be  made  to  jam  through  this 
railroad  measure." 

"I  did  receive  such  assurances  as  were  satisfactory  to  me 
and  so  I  did  not  press  the  motion,"  he  added. 

"I  know  of  no  disposition  on  the  part  of  anybody  to  jam 
through  the  railroad  legislation,"  replied  Senator  Townsend. 
"Nobody  has  suggested  such  a  thought  to  me.  It  is  legislation 
that  some  of  us  believed  ought  to  be  enacted.  I  understand, 
I  think,  as  well  as  anybody  that  if  we  are  to  recess  on  Wednes- 
day next  we  cannot  give  the  bill  the  consideration  to  which  it 
is  entitled,  but  it  is  possible  that  the  House  may  not  agree  to 
the  proposed  recess.  That  has  not  yet  been  decided.  I  have 
made  the  report  as  all  other  reports  are  made. 

"I  consider  it  of  very  great  importance  and  of  as  urgent 


necessity  as  I  do  other  nieaflureH,  and  I  repeat  to  the  senator 
that  I  have  no  disposition,  and  I  know  of  no  other  senator  who 
has  a  disposition,  to  jam  legislation  through.  In  fact,  I 
do  not  know  of  any  way  to  jam  legislation  through  the  Senate." 

Senator  King  said  It  would  take  a  long  time  properly  to 
consider  the  bill.  He  said  he  regretted  that  "full  hearings  were 
not  had  and  that  further  testimony  that  might  have  elucidated 
somewhat  more  fully  other  phases  of  the  matter,  was  not  pre- 
sented to  the  Senate." 

The  belief  that  the  bill  should  be  returned  to  committee 
was  then  expressed  by  Senator  La  Follette.  He  said  wit  nesses 
who  desired  to  appear  against  the  measure  should  be  heard  and 
that  at  the  proper  time  he  might  submit  a  motion  of  that  kind. 

"For  the  first  time,  I  think,  In  the  history  of  Congress,"  said 
he,  "hearings  were  had  upon  one  side  only,  namely,  those  who 
were  promoting  the  passage  of  the  bill  for  extending  the  credit 
of  the  government  to  the  railroads  to  the  tune  of  hundreds  of 
millions  of  dollars,  and  the  committee  by  a  vote  of  those  who 
are  in  favtor  of  the  bill  refused  the  testimony  from  others  who 
were  opposed  to  the  passage  of  the  bill.  That  Is  a  matter  of 
such  grave  importance,  establishing  as  it  does  a  bad  precedent. 
that  I  think  should  receive  the  condemnation  of  the  Senate. 

"No  committee  is  more  than  the  mere  servant  of  the  Senate. 
It  is  for  the  Senate  to  say  what  information  it  wants  in  reference 
to  proposed  legislation  and  I  am  very  certain  that  the  Senate 
of  the  United  States  has  not  yet  reached  the  time  when  it  is 
willing  to  consider  a  bill  upon  a  lopsided  investigation  of  facts, 
I  believe  the  Senate  wants  all  proposed  legislation  thoroughly 
investigated  by  its  committees.  If  hearings  are  to  be  held, 
not  only  should  the  facts  and  opinions  expressed  by  those  who 
favor  the  legislation  be  taken,  but  the  facts  and  opinions  of 
those  who  oppose  the  proposed  legislation  should'  likewise  be 
received.  This  ought  to  be  the  rule  if  the  Senate  is  to  be  truly 
helped  by  committee  investigations  and  committee  hearings  upon 
proposed  legislation." 

Senator  Townsend  said  the  points  raised  would  later  be  dis- 
cussed in  full. 

"The  Committee  acted  in  such  a  manner  that  it  may  prop- 
erly defend  its  action,"  said  he.  "It  did  refuse  to  go  into  what 
it  considered  extraneous  matters,  but  did  not  deny  itself  or 
the  Senate  any  hearings  which  it  thought  were  pertinent  to  the 
particular  question  that  we  had  under  consideration.  All  this, 
however,  will  be  discussed  later." 

House  Leader  Mondell,  at  the  close  of  the  session  August 
19,  warned  members  that  if  they  left  before  the  recess  they 
might  be  called  back.  He  said  the  bill  relating  to  the  dye  em- 
bargo and  emergency  tariff,  the  "so-called  beer  bill"  and  other 
measures  should  be  disposed  of.  He  said  the  resolution  pro- 
viding for  the  recess  would  not  be  presented  until  the  program 
was  "in  the  clear."  He  did  not  refer,  however,  to  the  railroad 
legislation  as  being  on  the  "program,"  but  in  response  to  a  ques- 
tion he  said  it  was  likely  that  that  would  be  taken  up.  He  said 
it  was  hoped  to  consider  that  bill  August  22. 

"Did  I  understand  that  the  railroad  bill  would  be  taken  up?" 
asked  Representative  Garrett  of  Tennessee. 

"Well,  my  present  impression  is  that  it  will,"  said  Mr.  Mon- 
dell. "I  cannot  say  that  it  is  absolutely  fixed  and  determined, 
but  I  hope  we  shall  take  it  up  Monday." 

Mr.  Mondell  said  when  the  recess  resolution  was  presented 
it  would  call  for  a  longer  recess  for  the  House  than  provided  in 
the  Senate  resolution,  namely,  until  September  21.  He  indicated 
the  recess  would  be  until  the  first  part  of  October,  if  taken. 

The  House  committee,  August  19,  agreed  to  several  impor- 
tant changes  in  the  Winslow  bill  (H.  R.  8331).  One  of  these 
followed  suggestions  made  by  Representative  Huddleston  of  Ala- 
bama and  provided  that  "in  using  any  fund  or  moneys  available 
under  this  or  any  other  act,  for  the  purposes  described  in  this 
subdivision,  no  payments  or  allowances  shall  be  made  to  any 
carrier  on  account  of  the  so-called  inefficiency  of  labor  during 
the  period  of  federal  control.  Such  funds  and  moneys  shall  not 
be  used  in  making  any  settlement  between  the  United  States 
and  any  carrier  which  does  not  forever  bar  such  carrier  from 
setting  up  any  further  claim,  rights  or  demands  of  any  kind  or 
character  against  the  United  States  growing  out  of  or  connected 
with  the  possession,  use,  or  operation  of  such  carrier's  property 
by  the  United  States  during  the  period  of  federal  control." 

During  the  hearings  Director-General  Davis  said  such  a  pro- 
vision was  unnecessary,  as  the  government  would  not  recognize, 
the  claim  for  inefficiency  of  labor  and  once  it  had  made  a  final 
settlement  with  a  carrier,  the  receipt  taken  would  be  ample 
guaranty  against  further  claims. 

Another  change   made  was  the  inclusion  of  the  following: 

Every  claim  of  a  carrier  apninst  the  United  States  arising  out  of 
or  incident  to  federal  control  shall,  if  not  flled  within  one  year  after 
this  subdivision  takes  effect,  be  thereafter  barred,  and  the  carrier 
shall  be  considered  as  having  waived  the  claim. 

Several  members  of  the  committee  during  the  hearings  indi- 
cated such  a  provision  should  be  put  in  to  get  the  claims  filed. 
Mr.  Davis  said  he  saw  no  objection  to  such  a  provision.  A  pro- 
vision was  also  added,  as  was  in  the  Senate  bill,  that  financing 
of  the  Railroad  Administration  by  the  War  Finance  Corporation 
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should  not  interfere  with  financing  exporting  of  agricultural 
products. 

The  provision  permitting  the  Director-General  to  reopen  final 
settlements  heretofore  made  and  fund  what  had  been  offset  for 
indebtedness  of  the  carriers  to  the  government  for  additions  and 
btterments  was  left  in  the  bill.  A  similar  provision  was  taken 
out  of  the  Senate  bill  by  the  committee. 

Representative  Sanders  of  Indiana  submitted  the  majority 
report  of  the  House  committee  on  the  bill  August  20. 

"The  purpose  of  this  measure,"  the  report  said,  "is  not  to 
enlarge  or  to  affect  the  power  conferred  upon  the  President  by 
the  transportation  act,  but  is  to  provide  a  means  whereby  the 
President  may  without  an  appropriation  pay  to  the  carriers  the 
debts  which  he  will  ascertain  are  due  to  them  from  the  govern- 
ment in  whatever  way  he  exercises  his  discretion  as  to  funding 
and  independently  of  the  way  he  exercises  such  discretion. 

"The  plan  contemplated  by  the  proposed  measure  does  not 
change  existing  law  with  reference  to  amounts  which  can  be 
funded,  and  it  does  not  authorize  the  extension  of  new  loans 
to  the  railroads.  It  merely  provides  the  financial  plan  for  con- 
verting into  cash  the  securities  of  the  carriers  now  in  the  hands 
of  the  President  and  which  shall  come  into  his  hands  as  the 
debts  of  the  carriers  are  funded  under  the  transportation  act." 

After  pointing  out  that  the  Railroad  Administration  now 
holds  a  total  of  $470,560,050  of  railroad  securities,  the  committee 
said: 

"The  provision  which  permits  the  War  Finance  Corporation 
to  purchase  the  securities  will  accomplish  a  very  desirable  pur- 
pose. The  necessary  ready  funds  can  thus  be  placed  in  the  hands 
of  the  President  to  wind  up  the  affairs  of  federal  control  and 
complete  settlements  with  all  the  carriers  which  were  under 
federal  control.  The  War  Finance  Corporation  can  then  market 
the  securities  in  such  blocks  and  at  such  times  as  appear  most 
advantageous.  Since  the  railroad  properties  in  the  United  States 
have  an  estimated  value  of  18  to  21  billions  of  dollars,  the  rail- 
road finances  form  a  large  part  of  the  financial  structure  of  the 
country  and 'the  problem  of  railroad  financing  must  therefore 
always  be  one  of  solicitous  concern.  No  one  can  doubt  the  bene- 
ficial economic  effect  of  an  announcement  to  the  country  that 
these  settlements  have  been  closed." 

The  report  reviewed  the  testimony  of  Director-General  Davis 
briefly  and  the  message  of  the  President  recommending  the  legis- 
lation. 

In  the  Senate  committee's  report  on  the  Townsend  bill  the 
situation  was  reviewed  as  follows: 

The  government  now  has  in  its  Railroad  Administration  bonds, 
notes,  and  equipment  trust  certificates  amounting-  to  about  5470,- 
000,000,  and  will  as  it  settles  with  the  railroads  and  funds  the  in- 
debtedness of  the  companies  receive  other  railroad  securities. 
proposed  by  this  bill  to  sell  these  securities  at  the  same  price  at 
which  the  government  received  them,  without  any  loss  whatever. 

The  origin  of  these  securities  is  as  follows:  When  the  govern- 
ment took  over  the  railroads  on  January  1,  1918,  it  took  all  of  then- 
assets,  including  money  on  hand,  and,  of  course,  the  railroads  could 
not,  without  the  consent  of  the  government,  make  any  permane 
improvements.  So  during  the  26  months  of  Federal  control  the  gov- 
ernment advanced  the  money  to  make  the  permanent  improvements. 
These  improvements  were  such  as  are  not  usually  paid  for  out  ot 
current  earnings,  but  are  paid  for  out  of  capital,  for  which  the  rail- 
roads issue  their  stocks  or  bonds.  The  government  also  owed  the 
railroads  a  large  amount  for  the  rental  due  under  the  Federal  control 
act  and  under  the  contracts  entered  into  between  the  railroads  and 
the  director  general. 

When  the  transportation  act  was  passed,   it  authorized  the  Pros 
dent   to   adjust,    settle,   liquidate,    and    wind   up   all    matters,    Including 
compensation    and    all    questions    of    disputes    arising    out    ol     l<rdei-al 
control   (Section  202.  Transportation  Act).     An  appropriation  of  $200,- 
000,000  was  made  for  this  purpose. 

Section  207  authorized  the  President  to  fund  a  certain  amount  of 
the  indebtedness  of  the  railroads  to  the  government  for  permanent 
improvements  into  bonds  running  not  exceeding  10  years,  bearing  b 
per  cent  interest,  and  authorized  the  President  to  make  certain  off- 
sets of  the  sums  owing  the  roads  by  the  government  against  this 
indebtedness. 

The  right  of  offset  was  not  to  be  exercised  so  as  to  prevent  such 
carrier  from  having  the  sums  required  for  interest,  taxes,  and  other 
corporate  charges  and  expenses  referred  to  in  paragraph  (b)  of  Sec- 
tion 7  of  the  standard  contract  entered  into  by  the  Director  General 
of  Railroads  and  the  railroads  pursuant  to  the  act  of  March  31,  1918, 
accruing  during  Federal  control,  and  also  the  sums  required  for  divi- 
dends declared  and  paid  during  Federal  control,  and  a  certain  sum 
of  money  for  working  capital,  provided,  of  course,  the  government 
should  owe  the  roads  these  amounts'.  Beyond  that  the  President  was 
authorized  to  exercise  his  discretion  ir.  making  offsets. 

It  appears  that,  as  to  some  roads,  the  government  can  offset  a 
greater  sum  than  as  to  others,  and  the  government  has  not  funded 
any  of  the  indebtedness  for  permanent  improvements  of  some  of  the 
roads  which  have  already  been  settled  with,  but  has  offset  it  against 
the  rental. 

The  appropriations  heretofore  made  are  not  sufficient  to  settle 
all  the  obligations  of  the  government  to  the  railroads  for  rental, 
undermaintenance,  moneys  taken  over,  etc.,  and  the  object  of  this  bill 
is  for  the  government  to  sell  the  securities  which  it  has  taken  or  shall 
take  from  the  railroads,  as  these  settlements  and  fundings  proceed, 
and  thereby  obviate  any  necessity  for  further  appropriation. 

It  is  the  opinion  of  the  director  general  that  not  over  $500,000.000 
of  the  indebtedness  of  the  railroads  to  the  government  will  be  funded; 
the  balance  will  be  offset. 

Taking  up  the  bill  in  detail,  subdivision  (h)  authorizes  the  Pn  si- 
dent  to  take  the  securities  of  the  railroads  at  less  than  G  per  cent, 
but  if  so  taken,  they  shall  be  taNm  :il  :i  discount  which  will  ultimately 
i..i\  the  same  rate  of  interest,  and  that  any  discount  which  would 
reasonably  be  necessary  to  market  such  securities  should  be  a  charge 

i n«t  the  railroads  instead  of  the  government.  The  object  of  this, 
if  the  railroads  agree,  is  to  dispose  of  these  securities,  but  solely  at 
the  expense  of  the  railroad  companies. 


Section  22,  subdivision  (a),  authorizes  the  President  to  sell  to  the 
War  Finance  Corporation  and  the  War  Finance  Corporation  to  buy 
not  exceeding  $500,000,000  of  these  securities.  The  object  in  authoriz- 
ing this  corporation  to  buy  is  this:  It  is  desired  to  sell  these  securi- 
ties in  the  market,  but  it  may  be  necessary  temporarily  to  take  over 
some  of  the  securities  and  advance  the  money  to  the  Railroad  Ad- 
ministration in  order  to  wind  up  and  complete  the  settlement.  It  is 
simply,  therefore,  transferring  these  securities  from  one  department 
of  the  government  to  another,  as  the  War  Finance  Corporation  has 
authority  to  sell  its  bonds  and  obtain  capital. 

Subdivision  (h)  authorizes  the  War  Finance  Corporation  to  sell 
these  securities  at  not  less  than  the  original  cost  thereof,  the  corpo- 
ration being  required  to  pay,  by  the  preceding  subdivision,  the  s:un<' 
price  at  which  the  government  received  the  securities. 

Subdivision  (c)  authorises  the  War  Finance  Corporation  to  sell 
any  of  these  securities  as  agent  for  the  President,  as  it  has  the 
machinery  by  which  securities  can  be  marketed,  and  it  may  be  that 
some  of  these  securities  can  be  sold  without  the  War  Finance  Cor- 
poration investing  any  money. 

Subdivision  (e)  simply  authorizes  the  moneys  to  be  paid  over  to 
the  Railroad  Administration  as  a  fund  to  settle  the  obligations  of  the 
government,  and  the  balance  to  be  paid  into  the  treasury. 

In  order  that  no  financing  under  this  measure  shall  interfere  with 
the  financing  of  agricultural  products,  the  committee  added  Section 
3,  which  provides  that  the  corporation  shall  not  purchase  these  se- 
curities when  such  purchase  would  interfere  with  the  granting  of  the 
fullest  aid  for  financing  and  exporting  agricultural  products,  under 
the  War  Finance  Corporation  act  or  any  amendment  thereof,  and 
provides  that  it  is  the  intention  that  preference  should  be  given  to 
financing  such  agricultural  products  and  exports. 

Debate  on  the  bill  occupied  the  entire  afternoon  of  August 
22  in  the  House,  Republican  and  Democratic  members  making 
short  speeches  for  and  against  it. 

Representative  Sanders  of  Indiana  submitted  the  committee 
report  and  explained  the  provisions  of  the  measure.  Represen- 
tative Sweet  of  Iowa  said  unless  the  bill  passed,  an  additional 
appropriation  would  have  to  be  made  for  the  Railroad,  Admin- 
istration to  settle  with  the  railroads. 

Opposition  to  the  bill  was  led  by  Representative  Raybum, 
Democrat,  of  Texas.  He  said  he  was  sure  the  members  had  been 
well  circularized  by  telegrams  urging  support  of  the  bill.  He 
read  a  wire  from  a  Chamber  of  Commerce  which  said  it  had 
received  a  telegram  from  railroad  representatives  to  wire  Ray- 
burn  to  support  the  bill  and  it  asked  him  to  use  his  judgment. 
Another  wire,  he  said,  simply  stated  what  the  railroads  said  in 
their  wire  urging  constituents  to  wire  to  their  representatives 
to  vote  for  the  measure. 

Rayburn  said  he  voted  for  the  transportation  act,  the  guar- 
anty provisions  and  other  measures  to  help  the  railroads  because 
he  believed  in  efficient  private  operation  but  that  he  had  reached 
his  limit  and  would  not  vote  for  anything  else  in  that  nature 
of  a  "subsidy."  He  said  the  railroads  must  carry  freight  and 
passengers  at  reasonable  rates,  but  that  just  as  long  as  the 
government  continued  to  aid  the  roads  financially,  the  roads 
would  find  themselves  in  position  to  say  that  they  needed  help. 
He  said  "we  have  already  appropriated  $1,750,000,000"  and  that 
that  was  the  cost  to  date  of  this  "bitter  lesson  in  government 
control." 

He  said  the  roads  would  get  about  $180,000,000  unpaid  on 
the  guaranty  and  about  $350,000,000  from  the  Railroad  Admin- 
istration if  the  Director-General  settled  for  what  he  hoped  to 
with  the  roads.  He  referred  to  the  refusal  of  the  committee  to 
call  witnesses  other  than  Mr.  Davis  and  Mr.  Meyer. 

Representative  Johnson,  of  Mississippi,  Democrat,  spoke 
against  the  bill,  declaring  he  was  not  for  "government  owner- 
ship of  the  railroads  or  for  railroad  ownership  of  the  govern- 
ment." 

Representative  Layton,  of  Delaware,  said  all  evidence  pointed 
1o  the  tact  that  the  railroads  were  in  dire  need  of  immediate 
assistance.  He  said  the  time  had  come  to  stop  "ignorant  and 
prejudiced  action  toward  the  railroads."  Representative  Hawes, 
of  Missouri,  said  the  measure  promised  employment  to  hun- 
dreds of  thousands  of  men  and  women,  that  it  might  prevent  a 
coal  famine,  and  would,  in  the  opinion  of  the  President's  agents, 
restore  confidence,  increase  stability  of  railroad  management, 
and  be  one  more  move  toward  prosperity. 

Representative  Jones,  of  Pennsylvania,  saying  he  favored  the 
general  purpose  of  the  bill,  attacked  the  provision  requiring  the 
railroads  to  forego  claims  for  "inefficiency  of  labor"  in  making 
final  settlements.  He  said  no  one  knew  what  the  words  meant 
and  that  that  might  raise  the  query  why  he  made  objection 
thereto.  Answering  his  own  question,  he  said  he  objected  be- 
cause the  section  was  bad  legislation,  and  would  force  the  rail- 
roads into  the  courts.  Representative  Hoch,  of  Kansas,  on  the 
other  hand,  defended  the  section.  He  said  it  was  the  very  in- 
definiteness  of  the  phrase  "inefficiency  of  labor"  which  caused 
the  objection  to  it.  He  urged  passage  of  the  bill  and  the  fund- 
ing of  the  carriers'  indebtedness  to  the  government. 

Representative  Webster,  of  Washington,  Republican  mem- 
ber of  the  House  interstate  commerce  committee,  made  an  em- 
phatic protest  against  inclusion  of  the  section  barring  the  roads 
from  making  any  claim  for  "inefficiency  of  labor."  He  said  he 
was  a  strong  supporter  of  the  legislation  until  the  committee 
put  that  section  in  and  that  lie  asked  Representative  Winslow, 
chairman  of  the  committee,  for  time  in  which  to  address  the 
House.  This  was  denied  him,  he  said,  and  he  requested  Rep- 
resentative Rayburn  for  ten  minutes'  time  from  the  Democratic 
side,  and  he  thanked  Mr.  Rayburn  for  giving  him  an  oppor- 
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iiinity  in  speak,     llr  said  the  section  would  constitute  a  repudi- 
ation of  thr  i-M\  •  -i •nnii'iii's  ruimact   with  the  roads. 

Kepri'srnlalivr  Tinrhrr.  of  Kansas,  said  lie  liad  several  rea- 
suns  for  being  for  the  bill,  one  of  which  was  that  he  wanted 
to  settle  with  the  railroads  and  set  rid  of  the  Director-General 
and  liis  employees.  He  said  he  was  for  the  "inelflciency  of 
labor"  clause  in  the  bill.  Representative  Stevenson  of  South 
Carolina,  speaking  against  the  bill,  said  "it  is  an  absolute  sub- 
ierfuv,e  10  get  up  and  say  that  this  is  not  increasing;  the  obliga- 
tions of  the  United  States  Government."  As  he  saw  the  propo- 
sition, there  would  be  an  obligation  thrust  on  the  government 
if  thr  \Vai  Finance  Corporation  sold  its  own  bonds  to  raise  the 
nionr\  ui  buy  the  railroad  securities  from  the  Railroad  Admin- 
istration. 

A  review  of  the  railroad  situation  generally  was  given  by 
Representative  Merritt,  of  Connecticut,  who  said  it  was  clear 
that  "this  legislation  is  not  intended  to  make  any  gift  to  the 
railroads  or  other  carriers,  but  is  intended  simply  to  enable  the 
government  to  carry  out  its  obligations  under  existing  legislation 
and  under  existing  contracts." 

"And  furthermore,"  he  continued,  "while  the  enactment  of 
this  legislation  will  be  for  the  benefit  of  the  carriers,  it  will  in 
a  still  larger  measure  be  for  the  benefit  of  the  United  States, 
and  particularly  for  the  workingmen  of  the  United  States." 

Mr.  Merritt  said  there  was  a«great  demand  from  many  quar- 
ters for  a  reduction  in  freight  rates  and  that  railroad  managers 
frankly  conceded  that  some  rates  may  be  too  high  and  should 
be  readjusted.  He  said,  however,  that  the  existing  rates  were 
lower  than  foreign  freight  rates.  He  said  rates  should  have 
been  advanced  before  the  war  to  meet  the  increasing  costs  of 
operation,  and  that  the  Director-General  erred  in  not  increasing 
rates  to  meet  the  cost  of  operation. 

"When  one  reads  the  details  of  government  operation  of 
the  railroads  even  in  war  time,"  said  he,  "when  waste  and  ex- 
travagance can  not  be  avoided,  one  is  aghast  at  the  almost 
unbelievable  recklessness  of  railroad  expense  and  railroad 
agreements.  It  can,  I  think,  have  only  one  basic  explanation 
and  that  is  that  those  who  were  responsible  for  the  law  and 
responsible  for  the  expenditure  were  using  or  were  trying  to  use 
the  railroads  of  the  United  States  to  corrupt  politics. 

"If  the  whole  story  were  known,  in  addition  to  the  parable 
of  the  prodigal  son,  we  should  in  this  country  have  a  parable  of 
the  prodigal  son-in-law." 

Representative  Huddleston,  of  Alabama,  made  a  long  attack 
on  the  bill.  Representative  Mondell,  of  Wyoming,  Republican 
House  leader,  said  it  was  his  belief  that  the  bill  would  do  more 
to  hasten  and  make  certain  the  day  when  transportation  charges 
would  be  reduced  than  anything  else  that  could  be  done  at  this 
time.  He  said  he  hoped  that  at  some  time  in  the  no  distant  future 
"we  may  be  in  a  position  to  begin  to  discuss  a  reduction 'in 
railroad  rates  and  charges  all  over  the  nation."  He  said  that 
day  could  not  come  about,  however,  until  the  railroads  had  been 
relieved  from  paying  out  of  current  revenue  large  sums  on 
capital  account. 

Chairman  Winslow  said  the  proposition  before  the  House 
was  a  simple  one  if  it  was  understood,  but  that  it  became  rather 
complex  when  it  became  necessary  to  "hear  the  fragmentary 
contributions  of  a  lot  of  persons  who  do  not  appear  to  know 
anything  about  it." 

Representative  Denison,  of  Illinois,  made  the  point  with  ref- 
erence to  declarations  that  $500,000,000  would  be  handed  over 
to  the  railroads  that  as  a  matter  of  fact  it  would  not  be  necessary 
to  sell  more  than  $200,000,000  or  $300,000,000  of  railroad  securi- 
ties to  raise  sufficient  funds  for  the  Railroad  Administration  to 
make  its  final  settlements. 

An  amendment,  by  Representative  Webster,  to  strike  out 
the  part  of  the  bill  relating  to  "inefficiency  of  labor"  was  re- 
jected by  a  vote  of  141  to  17.  The  bill  was  passed  as  reported 
by  the  committee,  except  for  a  few  perfecting  amendments  as 
to  phraseology. 


URGE  PASSAGE  OF  RAILROAD  BILL 

Alba  B.  Johnson,  president  of  the  Railway  Business  Associa- 
tion, August  24  sent  the  following  telegram  to  President  Harding: 

The  Railway  Business  Association,  on  behalf  of  industries  whose 
employes  are  idle  by  hundreds  of  thousands,  aggregating  with  those  in 
cognate  or  dependent  industries  and  trade,  and  with  railway  employes, 
not  less  than  one  million,  as  estimated  by  the  managing  director  of 
the  War  Finance  Corporation,  urges  you  to  exert  your  potent  influence 
to  the  utmost  for  the  immediate  passage  of  the  railroad  refunding 
bill. 

This  measure  was  conceived  independently  in  the  public  interest 
alone  by  one  government  department,  the  War  Finance  Corporation, 
and  advocated  in  the  same  spirit  by  another,  the  Railroad  Administra- 
tion, without  suggestion,  aid  or  argument  from  the  railroads  or  banks. 

Various  factors  of  the  economic  situation  tend  to  improvement  in 
business.  Remittances  and  orders  from  the  railroads,  made  possible 
by  this  bill  if  passed,  would  furnish  the  strongest  available  reinforce- 
ment of  that  tendency. 

We  do  not  address  you  as  President.  In  that  capacity  you  have 
ahvndy  performed  fully  your  function  in  causing  the  state  of  the 
nation  as  affected  by  this  problem  to  be  communicated  to  Congress 
through  appropriate  executives  of  the  government.  We  address  you 
as  leader  of  the  party  in  power.  Citizens  can  address  you  through 
n,i  other  single  repository  of  responsibility  to  the  country. 

While    deeply    appreciative    of    what    you    have    already    done    as 


1'rcsiiliiit.  anil  xyiupal  In  lie  with  the  emliin  ranmncnt  under  which  you 
suffer  fron  in  in  Hume  riuiirliTM  (if  your  nlllclal  Ktfltim  with  your 

ctatUH   IIH   |i;nt.\    leader,    we    urge   you    to   roiiHider    I  he    re-employment 

"i    :i    niilliiii ii.    in. Hi'     "I    nl, mil,    nwiMK   to  .seasonal    Minll  a  I  ions.   If   not 

<  in|iloyed  iniineiliatel.v.  will  |,aHH  both  the  autumn  anil  winter  without 
wall's,  as  an  object  justifying  your  active  participation  In  party  coun- 
cil* to  assure  the  enactment  of  thin  measure — not  after  rece»«,  but 
now. 

Ability,  willingness  and  leadership  to  grapple  effectively  and 
promptly  with  so  plain  a  business  obligation  ix,  in  our  judgment,  a 
test  of  ea]i.-ieity  to  conduct  r.ovi  i  nnient. 

The  Traflic  Club  of  Chicago,  August  24,  sent  a  telegram  to 
the  Senate  committee  urging  passage  of  the  bill  before  the  con- 
gressional recess. 

After  a  conference  with  President  Harding,  August  19,  John 
E.  Edgerton  of  Nashville,  Tenn.,  president  of  the  National  As- 
sociation of  Manufacturers,  said  he  had  informed  the  President 
of  the  association's  support  of  the  President's  recommendation 
to  Congress  for  enactment  of  the  railroad  funding  bills.  He 
expressed  the  hope  Congress  would  act  before  taking  a  recess. 
He  said: 

As  a  manufacturer,  and  the  official  head  of  the  National  Associa- 
tion of  Manufacturers,  which  represents  probabl-  75  per  cent  of  the 
capital  invested  in  manufacture  and  industry  In  the  United  States,  I 
know  how  the  industries  of  the  nation  have  suffered,  and  are  handi- 
capped today  by  lack  of  proper  transportation  facilities.  This  has  Its 
general  effect  of  holding  back  deliveries  and  making  it  Impossible  for 
us  to  get  through  our  finished  product  on  time.  It  is  also  holding  up 
the  delivery  of  the  raw  product.  And  this  situation  affects  every  asso- 
ciated business,  to  the  extent  of  the  depression  that  we  are  feeling 
today. 

The  very  fact  that,  in  the  opinion  of  Managing  Director  of  the 
War  Finance  Corporation  Meyer,  relief  to  the  railroads  would  give 
immediate  employment  to  200,000  idle  mechanics  and  about  1.000.000 
other  unemployed,  seems  to  me  alone  sufficient  to  influence  Congress 
to  provide  the  needed  relief. 

Delayed  action  until  after  Congress  reconvenes  means  delayed  con- 
fidence and  delayed  resumption  of  business. 

The  Wisconsin  Traffic  League,  through  its  executive  commit- 
tee, has  sent  the  following  telegram  to  the  "Wisconsin  Senators 
with  reference  to  the  railroad  funding  bill: 

The  Wisconsin  Traffic  League  is  strongly  in  favor  of  the  early 
passage  of  the  Winslow-Townsend  railroad  bill  without  amendments. 
The  passage  of  this  bill,  we  feel,  will  stimulate  business,  reduce  un- 
employment and  prevent  shortage  of  cars  for  transportation  of  coal 
this  fall.  We  respectfully  solicit  your  support  of  this  bill  and  would 
appreciate  an  expression  from  you  as  to  your  attitude. 


FUNDING  BILL  MINORITY  REPORT 

The    Traffic    World    Washington   Bureau 

In  a  minority  report  filed  in  the  Senate  August  24  by  Sena- 
tors LaPollette,  Stanley,  and  Pittman  on  the  Townsend  railroad 
bill  it  was  charged  that,  if  the  bill  passed,  the  government  stood 
every  chance  to  lose  hundreds  of  millions  of  dollars.  Settlement 
with  the  railroads  by  deducting  what  the  roads  owe  the  govern- 
ment and  then  funding  the  remainder  due  the  government  was 
urged  by  the  minority.  They  estimated  that  under  such  a  plan 
the  government  could  wipe  the  slate  clean  without  spending  a 
single  dollar  and  still  have  $200,000,000  additional  in  railroad 
securities  as  evidence  of  railroad  indebtedness  to  the  government. 
The  railroads,  they  said,  no  doubt  needed  money,  but  conditions 
were  not  such  as  to  justify  the  chances  for  loss  involved  under 
the  bill. 

"This  measure,"  the  dissenting  senators  said  in  the  report,  "if 
enacted,  will  put  the  government  of  the  United  States  in  the  business 
of  dealing  in  railroad  securities.  It  will  put  the  War  Finance  Cor- 
poration in  control  of  an  enormous  mass  of  railroad  securities,  larger 
probably  than  the  holdings  of  any  private  interest.  The  War  Finance 
Corporation  will  therefore  become  a  dominant  influence  on  the  stock 
exchanges  through  its  power  to  withhold  or  throw  upon  the  market 
hundreds  of  millions  of  dollars'  worth  of  securities.  This  is  no  part 
of  the  legitimate  functions  of  a  government,  nor  should  the  credit  of 
the  United  States  be  used  for  such  a  purpose. 

"Far  from  taking  the  government  out  of  business,  it  will  inevitably 
involve  it  in  the  most  speculative  business  in  the  world — the  market- 
ing of  corporate  securities. 

"Under  the  terms  of  this  bill  the  government  will  almost  cer- 
tainly lose  hundreds  of  millions  of  dollars  in  the  proposed  transactions. 
The  government  is  required  to  accept  the  railroad  securities  upon  a 
six  per  cent  basis.  As  the  present  market  for  the  best  secured  railroad 
bonds  is  now  upon  a  seven  per  cent  basis,  with  inferior  bonds  yielding 
eight  per  cent  or  more,  the  government  will  acquire  these  bonds  at 
from  $10  to  $20  per  $100  above  their  present'  market  value.  It  follows, 
moreover,  that  the  government  will  not  be  able  to  sell  these  bonds 
upon  a  six  per  cent  basis  to  private  investors  when  they  can  buy 
similar  securities  from  banks  and  brokers  at  prices  which  will  yield 
seven  or  eight  per  cent.  The  government  will,  therefore,  be  obliged 
either  to  hold  this  great  mass  of  securities  until  the  railroad  bond 
market  is  by  some  miracle  again  upon  a  six  per  cent  basis  or  bv  some 
future  legislation  authorize  the  War  Finance  Corporation  to  sell  them 
at  market  prices.  In  the  latter  case  the  government  stands  to  lose 
from  $10  to  $20  on  every  $100  worth  of  bonds  sold.  If  for  any  reason 
thj  railroad  bond  market  should  decline,  the  government's  loss  will  be 
proportionately  increased.  The  aggregate  amount  of  railroad  securi- 
ties which  the  War  Finance  Corporation  is  authorized  by  this  act  to 
sell  is  nearly  $1.500,000,000.  The  total  loss  of  the  government,  if  the 
bond  market  remains  in  its  present  condition,  may  therefore  be  from 
$150,000,000  to  $300,000,000,  and  in  case  of  a  fall  in  the  stock  market 
may  be  much  greater. 

"These  highly  speculative  transactions  are  not  required  to  secure 
a  just  and  speedy  settlement  of  the  railroad  claims.  The  government 
is  not  morally  and  legally  bound  to  fund  the  indebtedness  of  the  rail- 
roads on  account  of  additions  and  betterments  made  during  the  period 
of  federal  control,  but  only  that  part  remaining  after  the  railroad 
claims  have  been  offset.  On  the  contrary,  every  piece  of  legislation 
affecting  the  relations  of  the  railroads  to  the  government,  including 
the  Federal  Control  Act  and  the  Transportation  Act,  has  specifically 
provided  for  such  an  offset  and  has  only  authorized  the  funding  of 
the  remaining  indebtedness.  By  offsetting  the  claims  against  the 
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indebtedness  this  entire  question  can  be  settled  without  injuring  any 
carrier  and  without  the  payment  of  a  single  dollar  from  the  treasury 
or  the  marketing-  of  a  single  security. 

"No  matter  what  amendments  may  be  adopted  the  imposition  of 
this  great  problem  of  disposing  of  millions  of  dollars'  worth  of  rail- 
road securities  will  inevitably  hamper  the  War  Finance  Corporation 
in  handling  the  even  greater  and  more  important  function  of  financing 
the  marketing  of  agricultural  products. 

"No  emergency  of  a  character  to  justify  the  extraordinary  trans- 
action provided  for  in  this  bill  has  been  shown  to  exist.  On  the  con- 
trary railroad  earnings  and  railroad  credit  are  steadily  improving  and 
are  likely  to  improve  even  more  rapidly  with  the  increase  of  traffic 
accompanying  the  crop  moving  season  which  is  about  to  begin.  Many 
of  the  railroads  undoubtedly  need  money,  but  this  is  true  of  every 
class  of  individuals  and  businesses  in  the  United  States. 

"During  the  past  eighteen  months,  since  the  passage  of  the  Trans- 
portation Act  of  1920,  the  government  has  paid  or  loaned  the  railroads 
$1,376,403,024.  The  American  people  are  already  overburdened  with 
taxes.  We  can  see  no  reason  why  the  government  should  embark 
upon  this  highly  speculative  venture  at  such  a  time." 

The  report  censured  the  majority  of  the  committee  for  re- 
fusing to  hear  witnesses  other  than  Director-General  Davis  and 
Director  Meyer  of  the  War  Finance  Corporation. 


McADOO  ON  FUNDING  BILL 

The    Traffic    World    Washington   Bureau 

W.  G.  McAdoo,  former  Director-General  of  Railroads,  in  a 
letter  to  Senator  Stanley  of  Kentucky,  gave  his  views  of  the 
railroad  funding  bill.  Senator  Stanley  wrote  a  letter  to  Mr. 
McAdoo  in  which  he  related  the  action  of  the  Senate  interstate 
commerce  committee  in  declining  to  call  the  latter  as  a  witness 
and  requested  Mr.  McAdoo  to  send  him  a  statement  of  his 
opinion  of  the  propriety  of  the  proposed  legislation.  Mr.  Mc- 
Adoo's  letter  follows: 

In  order  to  understand  the  proposals  of  the  President  in  his 
message  of  July  26  on  the  railroad  problem  it  is  necessary  to  keep  in 
mind  certain  fundamental  facts. 

The  breakdown  of  the  railroads  in  the  latter  part  of  1917  forced 
the  government  to  take  control  of  them  January  1,  1918,  in  order  to 
save  the  war.  Immediate  consideration  had  to  be  given  to  the  im- 
portant problem  of  providing  for  the  customary  "additions  and  bet- 
terments," including  "motive  power  and  equipment,"  which  the  car- 
riers had  been  obliged  to  furnish  each  year  during  private  operation. 

These  necessitate  large  annual  expenditures  which  had  to  be  pro- 
vided for  by  the  railroads  themselves  notwithstanding  the  fact  that 
the  government  was  temporarily  operating  the  properties. 

Under  private  control  the  railroads  procured  the  money  for  these 
purposes  by —  • 

(a)  Setting  aside  a  part  of  their  net  earnings  if  sufficient  for  the 
purpose;   or 

(b)  Appropriating  a  part  of  their  net  earnings  and  selling  bonds 
or  new  capital  stock  or  both  for  the  remainder;  or 

(c)  Selling  bonds  or  capital  stock  or  both   for  the  entire   amount. 
The  usual  practice  was  to  resort  in  large  measure  to  the  sale  of 

bonds  (short-term  obligations  included)   to  raise  the  new  money. 

The  United  States  was  under  no  obligation  whatever  to  advance 
money  for  such  capital  expenditures.  In  fact,  the  Federal  control  act, 
approved  March  21,  1918,  expressly  required  that  in  every  agreement 
between  the  United  States  and  the  railroads  it  should  be  stipulated 
that  "the  United  States  may,  by  deductions  from  the  just  compensa- 
tion (rental  to  be  paid  the  railroads)  or  by  other  proper  means  and 
charges,  be  reimbursed  for  the  cost  of  any  additions,  repairs,  re- 
newals and  betterments  to  such  property  (railroad  property)  not  justly 
chargeable  to  the  United  States." 

In  pursuance  of  this  act  the  director-general  entered  into  agree- 
ments— known  as  the  standard  contract — with  various  railroads  pro- 
viding for  annual  rental  or  compensation  to  the  carriers  equal  to  the 
average  of  the  net  earnings  of  the  three  best  years  of  their  history, 
namely,  from  July  1,  1914,  to  June  30,  1917.  These  rentals  aggregated, 
for  all  properties  under  Federal  control,  approximately  $940,000,000 
per  annum. 

In  these  contracts  (sec.  7)  it  was  expressly  agreed  that  the  United 
States  should  have  the  right  to  deduct  from  such  rentals  "all  amounts 
required  to  reimburse  the  United  States  for  the  cost  of  additions  and 
betterments  made  to  the  property  of  the  company  not  justly  charge- 
able to  the  United  States,  unless  such  matters  are  financed  or  other- 
wise taken  care  of  by  the  company  to  the  satisfaction  of  the  director- 
general."  The  director-general  agreed,  however,  not  to  deduct  for 
additions  and  betterments  in  such  a  way  as  to  prevent  the  railroads 
from  paying  the  fixed  charges  "they  had  theretofore  regularly  paid." 

After  sufficient  allowance  for  such  fixed  charges  the  director- 
general  was  free  to  deduct  each  year  from  the  rentals  due  the  railroads 
the  amounts  advanced  for  "additions  and  betterments,"  even  if  such 
deductions  should  compel  the  railroads  to  reduce  or  defer  dividends 
on  capital  stock,  unless,  of  course,  the  railroads  financed  such  "addi- 
tions and  betterments"  to  his  satisfaction. 

In  order,  however,  to  relieve  railroad  stockholders  of  apprehension 
as  to  how  this  power  would  be  exercised,  the  director-general  con- 
sented to  the  following  provision  (sec.  7-A,  Standard  Contract): 

"The  power  to  deduct  the  amount  due  by  the  company  for  the 
cost  of  additions  and  betterments  not  justly  chargeable  to  the  United 
States  is  further  declared  to  be  an  emergency  power  to  be  used  by  the 
director-general  only  when  he  finds  that  no  other  reasonable  means  is 
provided  by  the  company  to  reimburse  the  United  States  and,  as  con- 
templated by  the  President's  proclamation  and  by  the  Federal  control 
act,  it  will  be  the  policy  of  the  director-general  to  so  use  such  power 
of  deduction  as  not  to  interrupt  unnecessarily  the  regular  payment 
of  dividends  as  made  by  the  company  during  the  test  period." 

This  provision  imposed  no  obligation  whatever  on  the  director- 
general  as  he  could  not  go  beyond  the  power  conferred  upon  him  by 
law.  It  was  a  mere  declaration  of  policy. 

While  I  was  director-general — year  1918 — and  Walker  D.  Hines 
was  director-general — January,  1919,  to  March,  1920 — the  railroads 
were  not  required  to  pay  for  "additions  and  betterments"  out  of  the 
rental  due  them  at  the  expense  of  dividends,  nor  to  sell  bonds  or 
stock  as  they  had  theretofore  done,  to  reimburse  the  government  for 
these  expenditures.  The  cost  of  such  "additions  and  betterments" 
was  generously  advanced  by  the  United  States  so  that,  on  March  1, 
1920,  when  the  railroads  were  returned  to  private  control,  they  owed 
— and  still  owe — the  United  States  the  enormous  sum  of  v$l, 144, 000,000. 
These  "additions  and  betterments"  include  "motive  power  and  equip- 
ment." These  expenditures  were  not  forced  upon  the  railroads.  The 
railroads  needed  them  and  were  glad  to  have  the  government  lend 
them  the  money  at  6  per  cent,  which  was  less  than  the  market  rate. 
Congress  had  to  appropriate  this  $1,144,000,000  out  of  taxes  levied  on 


the  people,  and  these  very  appropriations  for  loans  to  the  railroads 
have  been  used  by  unfriendly  critics  as  a  basis  for  the  charge  that 
Federal  control  was  wasteful  of  government  money,  whereas  the  debt 
the  railroads  owe  the  government  on  this  account  is  a  valuable  asset 
if  those  charged  with  tne  execution  of  the  law  insist  upon  satisfactory 
security  as  the  law  requires. 

Of  this  vast  debt  the  United  States  has  already  extended,  for  a 
long  period,  the  time  for  payment  of  $381,000,000,  representing  new 
"locomotives  and  cars"  furnished  to  the  railroads.  This  leaves  now 
due  for  "additions  and  betterments"  the  sum  of  approximately  $763,- 
000,000. 

February  28,  1920,  Congress  enacted  the  "transportation  act"  pro- 
viding for  the  return  of  the  railroads  to  private  control  on  March  1, 
1920,  and  gave  the  President,  in  substance,  discretion  within  certain 
limitations  to  set  off  against  the  debt  the  railroads  owe  the  United 
States  any  indebtedness,  arising  out  of  federal  control,  that  the 
United  States  might  be  found  to  owe  the  railroads. 

That  act  further  provides  that  "any  remaining  indebtedness  of 
the  carrier  to  the  United  States  in  respect  to  such  additions  and  bet- 
terments shall,  at  the  request  of  the  carrier,  be  funded  for  a  period 
of  ten  years  from  the  termination  of  federal  control,  or  a  shorter 
period,  at  the  option  of  the  carrier,  with  interest  at  6  per  cent  per 
annum  and  upon  such  security  as  the  President,  in  his  discretion,  may 
prescribe." 

While  it  is  true  that  the  transportation  act  seems  to  confer  upon 
the  President  discretion  to  determine,  within  certain  limitations,  how 
much  of  the  debt  the  United  States  owes  the  railroads  may  be  set  off 
against  the  debt  of  the  railroads  owe  the  United  States,  nevertheless 
the  act  does  not  contemplate  that  none  of  the  debt  of  the  United 
States  shall  be  set  off,  but,  on  the  contrary,  assumes  that  it  will  be 
because  in  express  terms  it  provides  for  funding  only  "the  remaining 
indebtedness  of  the  carrier  to  the  United  States."  At  any  rate,  it  is 
indubitably  clear  that  under  the  law  and  the  contract  between  the 
parties  the  United  States  is  not  "morally  and  legally  bound  to  fund." 
as  stated  by  the  President  in  his  message,  the  $763,000,000  of  debt  the 
railroads  owe  the  Treasury  for  "additions  and  betterments."  The 
President  must  have  been  misled  into  making  such  a  statement.  All 
that  the  United  States  is  required  to  do,  legally  and  morally,  is  to 
fund  for  ten  years  "any  remaining  indebtedness  of  the  carriers  to 
the  United  States"  after  a  balancing  of  accounts. 

Up  to  July  15,  1920,  the  railroads  had  filed  with  the  director- 
general  counterclaims  against  the  United  States  aggregating  $758,- 
000,000.  Director-General  Davis  says  that  the  greater  part  of  these 
claims  is  for  undermaintenance  of  way,  structures,  and  equipment, 
and  that  from  70  to  75  per  cent  of  that  part  is  for  alleged  "inefficiency 
of  labor."  The  director-general  characterizes  these  "inefficiency  of 
labor"  claims  as  "of  a  too  highly  indefinite,  speculative,  and  con- 
tingent character  to  warant  consideration,"  and  states  that  they  are 
not  contemplated  by  the  "standard  contract,"  and  that  he  has  refused 
to  allow  them.  The  Interstate  Commerce  Commission  has,  in  a 
recent  decision,  upheld  the  position  of  the  director-general. 

The  President  in  his  message  suggests  that  the  claims  of  the 
railroads  against  the  United  States  may  amount  to  $500,000,000.  It 
is  difficult  to  conceive  that  the  just  claims  of  the  railroads  against 
the  United  States  can  approach  any  such  sum.  But  assuming,  for 
illustration,  that  they  may,  the  account  may  be  roughly  stated  as 
follows: 

Due  the  United  States  by  the  railroads $763,000,000 

Due   the  railroads,   account  of  alleged  undermaintenance...   500,000,000 

Balance  due   United  States $263,000,000 

Payment  of  this  balance  the  government  would  have  to  defer  for 
ten  years  at  6  per  cent  interest  on  the  request  of  the  carrier,  provided 
security  satisfactory  to  the  President  is  given.  This  is  the  kind  of 
settlement  the  law  now  authorizes  and  contemplates.  Such  a  settle- 
ment involves  "no  added  expense,  no  added  investment,  no  added 
liability,  no  added  tax  burden  and  no  added  appropriation."  It  in- 
volves only  the  risk  of  loss  in  waiting  ten  years  for  the  remainder, . 
namely,  $263,000,000,  when  the  security  may  not  be  good,  but  this 
risk  the  Esch-Cummins  bill  has  alreay  fastened  on  the  taxpayers,  and 
it  can  not  be  avoided. 

But  the  President  proposes  a  new  plan,  namely,  to  defer  for  ten 
years  at  6  per  cent  interest  the  entire  $763,000.000  due  by  the  carriers 
to  the  United  States  and  to  pay  to  the  carriers  in  cash  $500,000,000 
for  alleged  undermaintenance  claims,  if  that  be  the  amount  finally 
determined.  The  President  assures  us  that  this  involves  (1)  "no 
added  investment,"  (2)  "no  added  liability,"  (3)  "no  added  tax  bur- 
den." Clearly  he  is  mistaken. 

(1)  There    is    an    "added    investment"    of    the    taxpayers'    money 
amounting   to   $500,000.000,    because    instead   of   offsetting   or    canceling 
$500,000,000  with  an   equal  amount  of   the   debt   the  railroads   owe   the 
United  States  the  Treasury  will  have  to  pay  the  railroads  $500,000,000 
of  new  money. 

(2)  There  is  an  "added  liability"  of  $500,000,000,  because  the  Treas- 
ury must  continue  to  lend  that  sum  to  the  railroads,   some  with  good 
and  some  with  poor  credit,  and  a  large  loss  may  finally  result.     Thus 
if  the  United  States  now  cancels  $500,000,000  with  a  part  of  the  debt 
the  railroads  owe  it,   at  least  to  the  extent  of  $500,000,000,   the  chance 
of  loss  or  liability  will   be  removed. 

(3)  There  will  be  an  "added  tax  burden"  unless  the  advances  and 
all   interest  thereon  are  finally  repaid  by  the  railroads,    because  there 
is   no  way   for  the  United   States   to  get  $500,000,000   for   the   railroads 
except  by   taxation,   unless  it  borrows  on    Treasury   certificates   of  in- 
debtedness— the   same   thing,    because   these   must   be  paid   ultimately 
out  of  taxation. 

But  the  President  says  let  the  authority  of  the  War  Finance  Cor- 
poration be  extended  "so  that  it  may  purchase  these  railway  funding 
securities"  and  thereby  avoid  the  necessity  of  "added  appropriation." 

This  does  not  alter  the  situation,  because  the  War  Finance  Cor- 
poration is  merely  an  agency  or  bureau  of  the  Treasury.  The  War 
Finance  Corporation  will  have  to  get  the  money  from  the  Treasury  or 
issue  its  own  bonds,  partially  tax  exempt,  and  sell  them  to  the  public 
in  competition  with  Treasury  financing.  In  order  to  do  this,  authority 
must  be  had  from  the  Congress,  and  that  is  the  purpose  of  the  pend- 
ing bill.  The  $400,000,000  credit  which  the  War  Finance  Corporation 
has  on  the  books  of  the  Treasury  is  not  money.  It  is  merely  a  credit 
and  was  given  for  specific  purposes  which  do  not  permit  its  use  for 
the  railroads  any  more  than  an  appropriation  for  the  Navy  can  be 
used  for  the  railroads.  To  carry  out  this  plan,  whether  through  the 
War  Finance  Corporation  or  through  the  Treasury  direct,  involves  a 
new  appropriation. 

However  the  plan  may  be  consummated,  whether  through  the 
War  Finance  Corporation  or  through  the  Treasury  direct,  it  remains 
clear  that  a  new  credit  of  $500,000.000  is  to  be  extended  to  the  rail- 
roads for  a  period  of  ten  years.  Whatever  may  be  said,  it  is  certain 
that  the  railroads  should  be  required,  before  any  further  advances  are 
made,  to  abandon  the  "inefficiency  of  labor"  claims  which  the  director- 
general  declares  are  "too  highly  Indefinite,  speculative,  and  contingent 
to  warrant  consideration."  The  railroads  should  not  be  allowed  to 
gef  $500,000,000  more  and  remain  at  liberty  to  keep  the  government 
in  litigation  over  such  improper  claims  for  an  indefinite  time. 

Nor  should  the  government  be  forced  to  buy  the  obligations  of 
the  railroads  at  a  higher  price  than  their  market  value  at  the  time. 
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I'll.       Mil     il.s     ilr.-lHIi     ohliucM     III!'     1'lcsldelll,     ill     Hie     e\eleiHC     Hi      till'     aU- 

tliinii\    i:i\.'M  him,  iii  purchase  such  railroad  secmities  on  a  hauls  that 

will    return    not    in    pxc I    il    PIT    <  cut    on    ihi.    Investment,    subject   to 

sin-h   di-ciiiiNt    .-is   ma>    represent    tin-   customary  and   reasonable  ex- 

e  of  marketing  Midi  lecurltlea.     The  bill  also  authorizes  the  War 

nc<     Corporation    in    purchase    the    securities    from    the    President 

mil    -'i   I'm  Hi.   and   then   prohibits  said   corporation 

frniii  selling  lln-  securities  at   less   than   the  original  cost.      If   the   War 

Finance  Corporation   is  in  lie  thus  used  as  the   marketing  ancucy,  then 

l\   Ihc  securities  should  hear  such   rate  of  Interest  as  will  permit 

tin-in    to   he   sold   without    loss.      If    railroad    securities   can   not  now   be 

snl. I  mi  a   6  per  cent  hauls — and  I  think  it   will   he  conceded  that  they 

can  not  he— then  the  obligations  purchased  by  the  government  should 

hear  a  higher  rate  or  should   be  purchased  at  a   price   that   will  yield 

rate  to  attract  Investors.     Otherwise,  the  United  States 

must    either  .mitimie   to  hold   them  until  a   market    which   will  absorb 

tin  -in  nt  ti   per  cent   can  be   found — a  very   uncertain   contingency — or 

ose  ni   ib.  in  at  a  loss,  a  loss  which  on  final  analysis  must  be  borne 

h\     th€    l;i  \  p;i  ver 

I  suppose  you  lealize  that  in  addition  to  the  $1,144,000,000  the  rail- 
owe  the  government  for  "additions  and  betterments"  they  have 
Mil  additional  loans  under  the  Esch-Cummins  bill  of  about  $300,- 

making  a   total   of  $1,444,000,000. 

Stripped  of  confusing  non-essentials,  what  is  now  proposed  is 
the  government  shall  wait  ten  years  for  $763.000,000  the  railroads 
owe  it  for  betterments  and  improvements  and  pay  immediately  $500,- 
000,000  to  the  railroads  on  account  of  claims  for  alleged  uudermain- 
teiiance.  etc.,  taking  from  the  180  or  more  railroads  involved,  with 
their  varying  degrees  m  tlnanciaj  responsibility,  such  securities  as  they 
may  be  able  to  provide;  securities  which  iu  many  instances  may  not 

.iuate  to  protect  the  government  against  loss. 

This  is  not  a  question  of  "legal  and  moral  obligation"  on  the  part 
of  the  United  States  to  lend  the  railroads  $500,000,000  more  for  ten 
years.  It  is  a  question  of  policy,  and  should  be  considered  from  that 
.Ipoint  only.  For  the  adoption  of  such  a  policy  the  administration 
must,  of  course,  take  the  responsibility,  but  It  should  be  candid  about 
it.  The  public  mind  should  not  be  confused  by  juggling  of  figures, 
manipulation  of  accounts,  or  securities,  or  governmental  agencies.  To 
t.t  the  facts  is  the  object  of  your  inquiry,  as  it  is  equally  the  object 
of  my  reply. 


SHIPPING  BOARD  CHARTER  PLAN 

The    Traffic    World    Washington   Bureau 

By  making  effective  in  the  near  future  a  bare  boat  charter 
plan  for  the  operation  of  the  Shipping  Board  fleet,  the  board 
hopes  to  make  substantial  savings  in  operation  and  to  elimi- 
nate losses  that  have  occurred  under  the  existing  managing 
agency  agreement.  A  bare  boat  charter  plan,  under  which  the 
board  would  get  a  net  rental  and  the  ship  operator  pay  all 
running  expenses,  has  been  advocated  for  some  time.  When 
Admiral  Benson  was  chairman  of  the  board  consideration  was 
given  to  the  plan  and  a  few  ships  were  allocated  on  that  basis. 
It  was  the  idea  of  the  Admiral  that  the  new  board  would  adopt 
the  plan  for  all  its  ships. 

Under  the  present  operating  plan  a  ship  operator  gets  5 
per  cent  on  the  gross  receipts  whether  a  given  voyage  shows 
H  profit  or  not  and  the  board  pays  certain  operating  expenses. 
In  the  last  few  months  of  severe  depression  in  ocean  shipping 
the  contract  has  worked  decidedly  to  the  disadvantage  of  the 
board,  officials  said.  The  plan  also  has  been  attacked  as  per- 
mitting an  operator  to  pad  his  operating  expense  account. 

Chairman  Lasker,  in  announcing  the  decision  of  the  board, 
said: 

The  board  has  directed  the  operating  vice-presidents  to  make 
a  complete  survey  of  the  operation  of  the  ships  under  the  present 
form  of  managing  operators'  agreement,  known  as  MO-4,  under 
which  the  board  has  been  paying  operators  a  commission  on  the 
ss  receipts  from  operations,  the  board  assuming  all  expenses  of 
operation. 

It  is  the  hope  of  the  commissioners  of  the  board  that  the  op- 
erating vice-presidents  will  be  able  to  work  put  and  present  some 
plan  of  bare-boat  charter  within  the  next  thirty  days  for  submis- 
sion to  the  board,  with  a  view  to  abrogating  entirely  the  present 
method  of  operation  and  substituting  therefor  an  agreement  which 
will  provide  a  net  rental  for  the  use  of  the  ships,  the  charterer  to 
•ill  running  expenses. 


REDUCED  EXPORT  RATES 

The    Traffic    World    Washington   Bureau 

The  Commission  August  25  authorized  Central  Freight  and 
Eastern  Trunk  lines,  on  five  days,  notice,  to  establish  export 
rates  via  Atlantic  ports,  from  twenty  to  twenty-five  per  cent  less 
than  the  existing  rates,  which  are  the  same  for  both  domestic 
and  export.  The  tariffs  will  be  limited  to  September  1,  1922. 
I'nder  the  new  tariffs  the  rate  on  manufactured  iron  and  steel 
from  Chicago  to  New  York  will  go  down  from  63  to  47.5  and 
from  Pittsburgh  to  same  port,  from  38  to  28.5.  Rates  on  pig 
iron  from  Chicago  will  go  down  from  $10.08  to  $7.60  and  from 
Pittsburgh  from  $6.02  to  $4.60. 


SHIPPING  BOARD  HOLDS  UP  LUMBER  TO  ORIENT 
The  division  of  corporations  of  the  Shipping  Board  has 
instructed  operators  of  Shipping  Board  vessels  to  discontinue 
the  handling  of  lumber  between  Pacific  coast  ports  and  the 
Orient.  Officials  of  the  board  said  the  order  had  been  given 
because  the  cargoes  of  lumber  under  rates  which  had  to  be  met 
were  being  carried  at  a  substantial  loss.  It  was  decided,  there- 
fore, to  withdraw  from  the  traffic.  Large  shipments  of  lumber 
have  been  moving  to  Japan  where,  it  is  said,  unusual  building 
activity  is  responsible  for  the  demand. 


WHY  A  MERCHANT  MARINE? 

The   Tragic   World    Washington  Bureau 

Denunciation  on  the  floor  of  Congress  of  past  wants  and 
cMravaRance  by  the  Shipping  Board  and  Chairman  Lasker'n 
recent  statement  on  the  financial  status  of  the  board  were  criti- 
cized in  the  Senate,  August  20,  by  Senator  Fletcher  of  Florida. 
He  said  the  effect  of  Chairman  Lasker's  statement  and  of  the 
debates  in  Congress  wan  to  cause  doubt  In  the  public  mind,  as 
Illustrated  by  an  editorial  In  The  Traffic  World  of  July  23. 

Senator  Fletcher  said  in  part: 

"All  of  these  denunciations  of  waste  and  extravagance  tend 
to  Impress  the  public  with  a  sense  that  the  whole  enterprise 
has  been  a  total  failure,  colossal  in  proportions,  and  that  money 
is  being  asked  for  now  to  be  put  into  a  sink  hole  where  millions 
and  millions  more  must  continue  to  go.  Therefore  the  question 
is.  Is  It  worth  while  to  have  an  American  merchant  marine? 
The  public  is  given  to  understand  that  it  will  be  called  upon 
to  put  up  money  time  after  time  to  continue  (his  effort  to  estab- 
lish and  to  maintain  an  adequate  merchant  marine. 

"I  am  very  sorry  that  Mr.  Lasker  seems  to  lend  what  ap- 
pears to  be  his  support  in  that  direction  in  the  statement  which 
he  made  as  a  foundation  for  the  request  for  this  appropriation 
in  the  House.  He  goes  on  to  say,  on  page  3: 

It  will  be  a  shock  to  Congress,  as  it  was  to  the  President,  to  hear 
that  the  net  expenditures  of  this  enterprise,  paid  out  of  the  public 
funds  last  year,  were  $380,000,000.  To  illustrate  the  bad  condition 
the  books  are  in,  I  will  say  that  last  year  the  gross  operating  dis- 
bursements were  $410,000,000.  That  represents  the  expense  of  the 
operation  of  the  boats  alone. 

"Of  course,  that  is  wholly  wrong.  Mr.  Lasker  afterwards 
admits  that  it  is  wrong;  it  is  nowhere  correct;  it  does  not  ap- 
proach the  proper  figures.  According  to  the  testimony  before 
the  House  committee  that  loss  was  claimed  to  be  $200,000,000, 
to  begin  with;  subsequently  it  got  down  to  $163,000,000,  and 
finally,  before  the  Senate  committee  Mr.  Lasker  himself  placed 
it  at  $131,000,000.  Yet  here  he  makes  public  this  statement,  In 
which  he  says  that  the  loss  was  $410,000,000.  Then  he  pro- 
ceeds further: 

I  must  appear  before  Congress  shortly  to  tell  them  it  is  possible 
the  Shipping  Board  will  require  up  to  $300.000,000  for  the  present 
fiscal  year.  I  fear  this  will  throw  a  lot  of  sand  in  the  gear  box  of  tax 
revision.  The  books  of  the  board  are  so  absolutely  incomplete  and 
incompetent  that  it  is  impossible  to  be  sure  whether  that  $300,000,000 
represents  all  we  may  need:  we  may  require  more;  but  it  is  the  most 
intelligent  wild  guess  we  can  make. 

"Why  make  a  guess  at  all  and  give  it  out  to  the  public,  creat- 
ing the  impression  that  the  expenditures  and  the  loss  have  been 
many  times  greater  than  the  facts  disclose?  Why  make  a  guess 
based  upon  figures  which  he  says  himself  were  wholly  unreli- 
able, and  upon  books  which  he  says  are  wholly  untrustworthy? 
The  effect  of  that  statement,  the  effect  of  the  arguments  we 
have  heard  here,  is  to  cause  to  arise  the  question  of  doubt 
in  the  public  mind,  as  illustrated,  for  instance,  in  a  very  re- 
sponsible publication  issued  on  July  23.  I  refer  to  The  Traffic 
World,  in  which  it  is  said: 

Is  there  anything  sacred  in  the  doctrine  of  an  American  merchant 
marine  or  any  lack  of  patriotism  in  being  opposed  to  such  an  institu- 
tion as  an  economic  extravagance?  Can  an  American  merchant 
marine  be  maintained  without  what  amounts  to  subsidy  and  the  taxa- 
tion of  the  public?  Is  John  Smith,  who  knows  and  cares  nothing  about 
the  shipping  business,  willing  to  be  taxed,  and  ought  he  to  be  taxed, 
in  order  that  Bill  Jones's  goods  may  be  carried  in  American  rather 
than  foreign  bottoms?  Does  Bill  Jones  care,  or  ought  he  to  care, 
whether  his  goods  are  carried  in  American  or  foreign  bottoms?  If 
he  ought  to  care,  why  ought  he?  Should  John  Smith  pay  taxes  so 
that  Bill's  care  may  be  gratified?  If  an  American  merchant  marine 
can  not  be  maintained  without  taxation  of  the  puWic — in  other  words, 
if  it  can  only  be  maintained  and  operated  at  a  loss — why  not  let  the 
foreign  ships  have  the  business? 

"Proceeding  further,  the  article  continues: 

*  *  *  If  they  can  not  support  themselves  and  there  are  foreign 
boats  that  can  and  will  carry  our  commerce,  why  try  to  infuse  the 
breath  of  life  into  a  dead  thing?  Will  artificial  respiration  long  or 
healthfully  sustain  life?  Are  we  not  wasting  millions  wnd  billions  of 
dollars— throwing  good  money  after  bad— in  an  effort  to  retain  and 
make  possible  an  institution  that  was  constructed  out  of  what  seemed 
to  be  a  war  necessity,  but  whose  usefulness  has  now  ended,  and  which 
ought  to  be  junked  at  the  least  possible  loss  now  that  the  war  demand 
for  it  has  ended,  and  its  expense  charged  to  profit  and  lass? 

We  are  asking  these  questions  seriously,  not  with  any  Intention  of 
being  sarcastic  or  humorous.  We  want  the  ideas  of  our  readers;  Con- 
gress ought  to  have  the  benefit  of  their  ideas  also.  As  we  see  it  now. 
there  is  little  more  glory  in  having  a  merchant  marine  operated  at  a 
loss  than  in  having  any  other  kind  of  first-class  shipwreck.  Operating 
ships  is  a  business.  No  business  can  be  successful  unless  conducted 
on  proper  economic  principles.  To  operate  a  merchant  marine  by  sub- 
sidy or  methods  akin  to  subsidy  is  practically  government  operation, 
from  which  we  have  been  trying  to  get  away  as  to  our  rail  carriers. 
Are  we  ready  for  it  with  ocean  carriers?  It  might  be  necessary  with 
our  rail  carriers  if  private  ownership  should  fail  to  function,  for  we 
must  have  rail  transportation;  but  do  we  need  it  in  ocean  transporta- 
tion? Even  though  private  ownership  may  cease  to  function — or, 
rather,  fall  to  begin  to  function— we  still  have  the  foreign  bottoms. 

"I  read  that  to  indicate  the  effect  of  the  kind  of  propaganda 
that  is  being  disseminated,  and  the  kind  of  impressions  that 
are  being  created  by  what  has  been  going  on  in  connection  with 
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the  denunciation  of  this  enterprise    as    a    huge    wreck    and    a 
colossal  failure. 

"Mr.  Smull  rather  expresses,  at  page  115  of  this  hearing  in 
the  House,  sentiment  along  that  line.  He  says: 

We  intend  to  modify  and  change  entirely  the  method  of  operating 
boats.  Our  idea  is  ultimately  to  sell  them  all  and  get  rid  of  them  and 
get  the  Shipping  Board  out  of  business  just  as  soon  as  we  can. 

"Is  it  possible  that  we  must  now,  at  this  date,  argue  to 
the  American  people  the  necessity  of  an  adequate  American 
merchant  marine?  Have  we  got  to  go  over  that  ground  again, 
and  impress  upon  the  public  the  vast  importance  to  them  of 
establishing  and  maintaining  these  merchant  ships?  I  thought 
that  question  was  all  settled.  I  thought  that  when  we  ex- 
pressed the  policy  of  Congress  in  the  Jones  act  of  June,  1920, 
we  expressed  public  opinion  as  it  existed  in  this  country. 
Now,  it  seems  that  there  has  been  an  undercurrent  all  the 
while,  something  operatinng  beneath  the  surface  here  in  Wash- 
ington and  elsewhere  in  the  great  centers — in  New  York  par- 
ticularly— to  discredit  this  whole  enterprise,  to  brand  it  as  a 
gigantic  failure,  and  to  impress  upon  the  people  of  the  United 
States  that  they  are  pouring  their  money  into  a  sink  hole,  and 
the  sooner  they  quit  it  and  scrap  the  whole  business  the  better. 

"Is  it  possible  that  we  have  forgotten  what  occurred  just. 
a  few  years  ago,  when  freight  rates  in  this  country  went  up 
from  100  to  1,000  per  cent,  when  our  products  of  mine  and 
farm  and  factory  weighed  down  the  docks  and  terminals  and 
warehouses  on  the  Pacific  and  along  the  Gulf  and  on  the  At- 
lantic and  on  the  Great  Lakes,  unable  to  be  moved  to  the  wait- 
ing markets  overseas,  because  we  had  no  ships?  When  the 
German  ships  were  out  of  commission,  when  the  British  ships 
were  commandeered  largely  for  war  uses,  we  were  helpless  as  a 
nation,  so  far  as  overseas  trade  was  concerned.  Do  we  have  to 
tell  the  farmers  of  the  west  of  the  time  when  the  freight  on  a 
bushel  of  wheat  from  New  York  to  Liverpool  went  from  3  cents 
a  bushel  to  50  cents  a  bushel?  Do  we  have  to  tell  the  farmers 
of  the  south  of  the  time  when  freight  rates  on  cotton  from 
Galveston  to  Liverpool  went  from  $2.50  a  bale  to  $50  a  bale? 
Do  we  need  to  argue  to  them  that  while  these  high  freight 
rates  may  be  paid  by  the  purchaser,  they  are  reflected  in  the 
price  which  the  producer  must  get  for  his  product?  We  were 
helpless.  Do  we  have  to  remind  our  people  of  the  time  when 
we  were  paying  $400,000,000  a  year  to  foreign  ships  to  carry 
our  freight  across  the  seas?" 

Senator  Fletcher  referred  to  the  testimony  of  Shipping 
Board  witnesses  before  the  House  appropriation  committee  as 
"rambling,  uncertain,  unconvincing." 

"They  admit  they  are  guessing,"  said  he. 

"We  find  that  Mr.  Lasker  begins  his  work  here  by  inviting 
three  men,  two  at  $35,000  a  year  each  and  one  at  $25,000  a  year, 
three  men  at  $95,000  to  begin  with,  to  have  charge  of  opera- 
tion. Mr.  J.  H.  Rosseter  could  take  all  three  of  them  on  his 
knee  and  teach  them  their  A  B  C's  in  marine  transportation. 

"Then  he  says,  'This  is  a  very  sick  man,  this  American  ma- 
rine enterprise.  He  needs  some  very  skillful  treatment.  He  is 
very  ill.'  He  seems  to  have  the  idea  that  the  proper  way  to 
treat  this  very  sick  man  is  to  call  in  all  the  doctors  he  can 
find  in  the  country— quacks,  experts,  and  what  not.  So  he 
assembles  them. 

"He  calls  in  Doctor  American  Steamship  Owners'  Association 
to  attend  the  sick  patient,  and  he  calls  in  Doctor  United  States 
Ship  Operators'  Association.  They  are  here  'to  wait  on  this 
patient.  Then  he  gets  Mr.  Schlesinger,  and  Mr.  Schlesinger 
calls  in  all  the  'lame  ducks'  and  otherwise  lawyers  that  he 
can  find  and  they  come  to  attend  this  sick  patient,  21  lawyers, 
to  draw  salaries  amounting  to  $266,000  a  year.  We  are  plead- 
ing for  economy  now.  You  have  been  spending  too  much  money. 
You  have  been  wasting  the  public  money.  The  first  proposition 
made  to  Congress  by  the  new  board  is  to  raise  the  salaries  of 
men  connected  with  the  Shipping  Board  $300,000  a  year! 

"So  we  have  these  doctors  all  in  here  to  take  care  of  this 
sick  patient.  It  looks  like  it  is  going  to  be  just  as  it  was 
when  the  doctors  were  called  in  to  attend  George  Washington. 
They  are  going  to  bleed  him  to  death.  That  is  what  they  did 
with  Washington.  That  was  the  old  practice  in  those  days,  to 
bleed  your  patient,  and  they  bled  him  and  killed  him.  He  would 
have  lived  10  or  15  years  longer  if  it  had  not  been  for  those 
doctors  who  were  called  in  and  bled  him.  They  are  not  physi- 
cally bleeding  this  sick  man  here,  but  they  are  going  to  bleed 
him,  according  to  this  program,  and  Congress  is  going  to  say, 
'We  will  refuse  to  supply  the  blood  to  infuse  into  the  veins  of 
this  sick  man.  bleeding  him  as  you  are,'  with  the  result  that 
(he  prospect  is  that  finally  the  patient  will  die,  the  whole  thing 
will  go  down,  the  whole  accomplishment  will  disappear,  and 
we  will  have  no  merchant  marine.  That  is  the  prospect  held 
out  under  this  sort  of  showing,  and  the  end  desired,  according 
to  what  has  been  going  on." 


MONEY  FOR  SHIPPING  BOARD 

The   Traffic    World    Washington   Bureau 

After  four  days  of  debate  on.  the  urgent  deficiency  bill  carry- 
ing an  appropriation  of  $48,500,000  for  the  Shipping  Board,  the 
Senate  passed  it  August  23.  An  amendment  providing  that  no 
officer  or  employe  of  the  Shipping  Board  or  the  Emergency  Fleet 
Corporation  should  be  p#id  a  salary  in  excess  of  $12,000  per 
annum,  proposed  by  Senator  Harrison  of  Mississippi,  was  de- 
feated. 

Senator  McCormick  of  Illinois  submitted  a  statistical 
statement  showing  that  from  September  7,  1916,  to  the  present 
Congress  had  appropriated  a  total  of  $3,366,695,753.04  for  the 
Shipping  Board  and  Emergency  Fleet  Corporation  and  that,  with 
moneys  otherwise  provided  by  the  President,  the  grand  total  was 
$3,396,208,179.31. 

"The  total,  then,  in  round  numbers,  appropriated  from  the 
public  treasury  was  $3,400,000,000,"  said  Senator  McCormick. 
"The  total  cost  of  the  steel  ships  was  $2,600,000,000.  Their  pres- 
ent estimated  value  is  $800,000,000,  or  less  than  one-third  of  their 
total  cost.  The  wooden  ships  cost  a  quarter  of  a  billion  dollars 
and  are  valued  today  at  $600,000." 

Senator  McCormick,  replying  to  criticisms  of  high  salaries 
being  paid  now  by  the  board,  said  the  Shipping  Board  was  a 
business  enterprise  in  liquidation  and  that  it  must  seek  its  ex- 
ecutives and  counsel  as  any  other  business  would  do.  He  re- 
ferred to  the  fact  that  the  Railroad  Administration,  before  the 
end  of  federal  control,  had  three  executives  paid  $50,000  a  year 
each,  and  two  at  $40,000  a  year  each.  Senator  McKellar  of  Ten- 
nessee interposed  that  the  three  men  employed  at  $50,000  had 
been  drawing  from  $75,000  to  $100,000  as  presidents  of  certain 
roads. 

McCormick  said  the  men  being  employed  by  the  Shipping 
Board  were  making  like  sacrifices.  McKellar  referred  to  the  fact 
that  members  of  the  Interstate  Commerce  Commission  get  $12,- 
000  a  year  and  that  their  responsibilities  were  greater  than  those 
of  the  three  operating  vice-presidents  of  the  board,  who  are  be- 
ing paid  a  total  of  $95,000  annually.  He  said  the  salaries  of  the 
vice-presidents  should  be  fixed  at  $10,000,  and  that  the  places 
could  be  filled  with  "the  best  kind  of  men"  at  that  salary. 

Reverting  to  salaries  paid  by  the  Railroad  Administration, 
McKellar  said: 

When  the  railroads  were  taken  over  by  the  government  in  1018  I 
recall  that  A.  H.  Smith,  president  of  the  New  York  Central,  was  made 
the  regional  director  for.  that  region.  He  was  getting  from  the  New 
York  Central  $75,000  a  year.  Mr.  McAdoo.  the  director  general,  at 
once  reduced  his  salary  to  $50.000  a  year.  Hale  Holden.  another 
regional  director  for  the  central  western  region,  was  president  of  the 
Chicago,  Burlington  &  Quincy  at  $60,000  or  $75,000  a  year.  He  was 
retained  with  all  the  roads  under  his  control  in  that  region,  not  just 
one  of  them,  at  a  salary  of  $50.000  a  year.  Richard  H.  Aishton, 
regional  director  of  the  northwestern  region,  was  president  of  the 
Chicago  &  Northwestern  Railroad  at  a  salary  of  $60.000.  He  was  re- 
duced to  $50.000;  and  so  C.  H.  Martin  was  reduced  from  $75,000  to 
$50.000.  and  every  other  regional  director. 

I  could  multiply  those  instances.  All  the  high  salaried  oflii-ial.s 
had  their  salaries  reduced  while  he  was  director  of  the  railroads. 

Take  the  director  general's  own  staff  at  Washington.  McAdoo 
served  without  any  salary  whatsoever,  only  his  salary  as  Secretary  of 
the  Treasury  9f  $12,000  a  year.  He  appointed  Walker  D  Hines"  of 
New  York,  assistant  director  general.  He  was  chairman  of  the  hoard 
of  directors  of  the  Santa  Ke  Railroad  and  general  counsel,  getting  a 
salary  of  $75.000  a  year.  He  required  him  to  resign  to  accept  a  salary 
of  $25,000  a  year.  Robert  S.  Lovett.  president  of  the  I'nion  Pacific 
Railroad,  drawing  a  salary  of  $100,000  a  year,  was  required  to  resign 
and  accept  the  position  of  director  of  the  division  of  capital  expendi- 
tures at  a  salary  of  $25.000  a  year. 


reduced.  On  May  21  he  had  to  get  rid  of  all  the  railroad  corporations 
and  appoint  federal  managers,  all  of  whom  served  the  government 
;^te*d,  "Li^r0^"™"0"8-  «t .  the  .sam?.  **!**<*  they  received  from 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  June, 
21,  shows  10,556  cars  held  overtime — a  percentage  of  06.50  as 
against  12,698,  or  a  percentage  of  06.74  for  June,  1920. 


Washington  being  .substituted  for  the  corporate  management  through- 
put the  country  at  a  very   large  net  saving  to   the   railroad  adminis- 


tration. 

Senator  Warren  remarked  that  he  did  not  see  how  the  sen- 
ator made  his  statement  with  regard  to  salaries  paid  by  the 
Railroad  Administration  conform  to  his  contention  that.  $10  000 
was  enough  for  directors  of  the  Shipping  Board.  McKellar'  re- 
plied McAdoo  had  reduced  all  salaries  as  compared  with  what 
they  were  under  private  operation  of  the  railroads,  but  that, 
even  then,  they  were  too  large,  and  only  because  of  the  war  were 
they  permitted.  McKellar  stressed  the  fact  that  McAdoo  with 
property  valued  at  $18,000,000,000  under  his  control,  "served  ab- 
solutely without  compensation  at  all  while  he  was  Director-Gen- 
eral of  Railroads." 

"Every  salary  was  reduced  by  Mr.  McAdoo  when  he  took 
hold  of  the  railroads,  or  virtually  all  of  them,"  continued  Mr. 
McKellar.  "On  the  other  hand,  when  you  gentlemen  (the  Re- 
publicans) take  charge  of  the  Shipping  Board  you  are  increasing 
salaries  several-fold.  That  is  what  I  believe  is  wrong." 

McKellar  dwelt  at  length  on  the  employment  of  attorneys 
by  the  board  at  high  salaries. 

Senator  Borah   asserted   he  would   never  vote  for  another 
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appropriation  tor  I  In-  hoard  "nnlil  Hi.-  program  ;in<l  the  policy 
ari>  chatme.l."  lie  supported  the  Harrison  amendment  limiting 
ili.'  .-iiiHiuni  of  salaries  to  $12,000. 

"We  are  supposed  to  be  liquidating  this  concern,  although 
it  .seems  in  refuse  lo  liquidate,  but  \vo  arc  informed  that  that 
is  the  effort  that  is  to  bo  made,"  said  Senator  Borah. 

He  added  there  should  be  one  director  of  shipping  Instead 
of  seven  members  of  the  board  at  $12,000  a  year  each  and  three 
up. -i-aiing  vice-presidents  at  salaries  aggregating  $95,000. 

President    Harding   regarded    the    attacks    on    the    Shipping 
Board  appropriation  so  seriously  that  he  wrote  a  letter  to  Hen 
aim-  .lones,  chairman  of  Hie  Senate  commerce  committee,  August 
-ii.  in  which  he  said  in  part: 

I  could  nut  f'lil  to  note  the  dissat  isi'a.-i  inn  expr  ess. '.I  in  boili  House 
:IMI|  Sena!,-  over  iln-  very  iiMsalisfartoi  \  condition  of  tile  affairs  of 
Hi.-  Slapping  Board,  and  the  ivlnciancc  of  Congress  to  make  appro- 
priations for  the  continued  activities  of  the  board  without  putting 
MIc  restraints  upon  the  hoard's  activities  In  employing  agents 
of  relief. 

From  your  position,  you  are  probably  as  familiar  with   the  affairs 
of  the  board  as  I  am,  and  I  hope  you  will  make  It  a  point  to  lay  itn 
but  unpleasant  truth  before  your  colleagues. 

The  Shipping  Board  situation  is  wholly  an  inheritance  from  Un- 
ions administration.  It  would  avail  nothing  to  attempt  to  out- 
line how  tin-  intolerable  state  of  affairs  came  about.  Our  great  prob- 
lem is  curing  tin-  situation.  The  difficulty  of  this  task  becomes  very 
'.'ill  to  me,  and  had  its  reflex  in  the  delay  in  the  linal  select  ion 
of  the  Shipping  Bonrd.  It  was  no  ensy  thing  to  bring  capabl.  men 
to  the  solution  of  this  task.  Chairman  Lasker  is  making  a  very 
h.-ayy  sacrifice  to  give  his  time  and  talents  to  this  mo-«t  dillicull 
work.  He  has  been  able  to  bring  many  disinterested  advisers  to  his 
assistance,  but  it  is  impossible  for  the  hoard,  in  creating  its  various 
department,  to  establish  such  organizations  by  the  ordinary  methods 
of  government  appointment  and  compensation.  Many  of  the  men 
called  to  service  have  been  obliged  to  completely  sacrifice  their  pri- 
vate interests,  and  in  some  cases  the  sacriflc  is  made  with  the 
knowledge  that  the  period  of  employment  with  the  government  is 
only  temproray.  Under  these  conditions,  and  because  of  the  fact 
that  hundreds  of  millions  are  involved,  it  is  unavoidable  that  some 
compensations  in  responsible  places  are  much  beyond  the  ordinary 
run  of  government  compensation. 

Chairman  Lasker,  in  a  letter  to  Senator  McCormick  of  Illi- 
nois, said  he  held  that  the  American  taxpayer  must  not  be  in- 
definitely burdened  with  uncontrolled  losses  for  the  establish- 
ment of  an  American  merchant  marine.  He  said,  however,  the 
board  needed  $300,000,000,  as  estimated.  He  declared  he  favored 
the  establishment  of  a  privately  owned  merchant  marine  as  soon 
as  possible  and  expressed  the  belief  that  the  government  would 
be  out  of  the  shipping  business  in  a  year  and  out  of  government 
ownership  of  vessels  as  soon  as  world  trade  conditions  improve. 

The  President  referred  to  the  "unspeakable  losses  and  un- 
utterable wastes"  which  had  occurred  in  the  Shipping  Board 
affairs  in  his  letter  to  Senator  Jones.  He  expressed  the  hope 
that  co-operation  between  the  Congress  and  administration 
would  result  in  "the  establishment  of  American  carriers  by  sea 
which  will  meet  our  aspirations  in  founding  a  new  and  ample 
American  merchant  marine." 

Condemnation  and  defense  of  the  Shipping  Board  marked 
consideration  in  the  Senate,  August  19  and  20,  of  the  deficiency 
appropriation  bill  carrying  $48,500,000  for  the  board.  Adjourn- 
ment was  taken  August  20  without  final  action  on  the  bill. 

Senator  New  of  Indiana,  while  defending  Chairman  Lasker 
as  one  of  the  ablest  business  men  in  the  United  States,  expressed 
the  view  that  the  sooner  the  government  got  rid  of  the  board 
the  better  it  would  be  for  the  country.  A  similar  view  was  ex- 
pressed by  Senator  Williams  of  Mississippi. 

•The  wisdom  of  the  United  States  in  attempting  to  build  up 
a  merchant  marine  was  questioned  by  Senator  Glass  of  Virginia, 
who  indicated  that  while  previously  he  had  supported  the  theory 
that  this  country  should  maintain  a  merchant  marine,  doubt  had 
arisen  in  his  mind  because  of  the  history  of  the  Shipping  Board. 
He  declared  if  the  methods  of  the  board  were  followed  much 
longer  such  action  would  bankrupt  the  government. 

Senator  Harrison  of  Mississippi  criticized  Director  of  the 
Budget  Dawes  for  submitting  the  board's  request  for  an  appro- 
priation of  $125,000,000.  Senator  Jones  of  Washington,  in  de- 
fense of  the  new  board,  said  Chairman  Lasker  had  informed  him 
that  consideration  was  being  given  to  a  plan  for  reducing  the 
number  of  ships  in  operation  to  100  and  then  trying  to  build 
up  the  fleet  from  that  number,  rather  than  keep  a  larger  number 
of  ships  in  operation  at  a  loss. 

Senator  Warren,  chairman  of  the  Senate  appropriations 
committee,  expressed  the  belief  that  Chairman  Lasker  was  able 
and  honest  and  would  pull  the  board  out  in  some  shape  if  Con- 
gress helped  him.  Senator  Borah  believed  that  if  officials  of 
the  board  had  not  kept  track  of  expenditures  they  should  be 
punished. 

Sentiment  in  Congress  against  the  payment  of  large  salaries 
to  officials  and  employes  of  the  Shipping  Board  resulted  in  the 
conferees  on  the  deficiency  appropriation  bill  agreeing  to  an 
amendment  providing  that  the  board  shall  not  pay  salaries  in 
excess  of  $11,000  annually  to  more  than  six  employes.  As  re- 
ported by  the  conferees,  the  hill,  carrying  $48,500,000  for  the 
hoard,  was  finally  approved  and  signed  by  President  Harding 
late  August  24. 

As  the  bill  came  from  the  House  it  carried  a  provision  that 
not  more  than  three  employes  should  get  in  excess  of  $12,000 


annually.     This  was  stricken  out  by  the  Senate  appropriations 
i  Miiiiniitee  and  a  long  debate  «-n   u.-.l  on  the  floor. 

The  bill  as  signed  will  permit  the  employment  of  the  three 
operating  vice-presidents  of  the  division  of  operations  at  an 
aggregate  salary  of  $96,000  and  three  others.  The  other  high- 
salaried  employes  of  the  board  are  In  the  legal  department 
where  cuts  in  pay  will  have  to  be  made  to  conform  to  the  man- 
date of  Congress. 


PORT  TERMINAL  CHARGES,  ETC. 

The    Traffic    World    Washington   Bureau 

The  Commission  has  served  on  the  parties  in  No.  12681, 
"In  Re  Wharfage  Handling,  Storage  and  Other  Accessorial  Serv- 
ices at  South  Atlantic  and  Gulf  Ports,"  a  copy  of  a  report  pre- 
pared by  A.  H.  Hitter,  chief  statistician.  Board  of  Engineers  for 
Rivers  and  Harbors  of  the  War  Department,  on  port  terminal 
charges  and  practices  at  the  South  Atlantic  and  Gulf  ports.  The 
Commission  presumed  that  the  report  would  find  its  way  to 
the  record  in  that  case.  Therefore,  it  headed  off  those  who 
might  desire  to  put  It  into  the  record  by  circulating  the  report 
"in  the  hope  that  it  will  serve  the  convenience  of  the  parties 
interested,  avoid  duplication  and  shorten  the  record." 

It  is  a  closely  type-written  document  showing  the  terminal 
charges  and  practices,  at  Norfolk,  Wilmington,,  Charleston 
Savannah,  Jacksonville,  Montgomery,  Mobile,  New  Orleans,  and 
Galveston.  The  army  engineers  made  the  investigation  because 
they  realized  that  utilization  of  the  river  and  harbor  works 
constructed  by  them  would  depend  largely  on  the  charges  and 
practices  at  the  ports;  also  that  privately  or  municipally  owned 
port  facilities  would  be  unprofitable  if  the  charges  at  the  rail- 
road-owned or  railroad-controlled  wharves  were  less  than  at  the 
others,  or  the  practices  at  the  railroad-owned  wharves  were 
more  liberal. 

After  reciting  the  various  laws  and  parts  of  laws  enacted 
by  Congress  showing  its  desire  to  foster  transportation  by  water, 
the  report  of  the  statistician  says:  "It  will  be  seen  that  Con- 
gress expects  that  localities  receiving  benefit  from  river  and 
harbor  improvements  at  the  expense  of  the  United  States  will 
provide  public  terminal  facilities  to  handle  traffic.  To  attract 
business,  however,  these  public  terminals,  and  also  the  privately 
owned  terminals  open  to  the  public,  must  be  able  to  offer  serv- 
ice at  rates  comparable  to  those  offered  by  the  railroad  terminals. 
Unfortunately,  the  terminal  charges  of  the  railroads  rarely  cover 
the  cost  of  the  service,  but  the  roads  are  able  to  recoup  these 
losses  from  the  revenue  received  from  the  line  haul.  Where  the 
business  passes  over  a  private  or  municipal  terminal  there  is 
no  opportunity  to  make  good  the  losses  involved  in  meeting  rail- 
road terminal  charges.  The  privately  owned  terminals  in  par- 
ticular must  be  able  to  realize  a  reasonable  return  on  the  capital 
invested.  The  fact  that  they  are  unable  to  do  so  under  existing 
conditions  has  resulted  in  discouraging  the  establishment  of  such 
terminals  and  consequently  in  diminishing  the  facilities  for  inter- 
change of  traffic  which  are  so  essential  to  the  development  of 
commerce." 


SALE  OF  WOODEN  SHIPS 

The   Traffic    World    Washington   Bureau 

The  Shipping  Board  has  agreed  to  sell,  to  the  Ship  Con- 
struction and  Trading  Corporation  of  New  York,  205  wooden 
ships  at  $2,100  each,  or  a  total  of  $430,500.  The  ships  cost  ac- 
cording to  Shipping  Board  officials,  from  $300,000  to  $800,000 
each.  The  action  of  the  board  is  the  first  step  of  importance 
toward  writing  off  "the  war  loss."  It  has  been  costing  the  board 
about  $100  a  month  each  to  take  care  of  the  ships,  the  majority 
of  which  are  tied  up  in  the  James  River.  A.  D.  Lasker,  chair- 
man of  the  board,  said  the  contract  had  not  been  signed  but  that 
the  details  thereof  were  being  worked  out  by  the  legal  depart- 
ment. The  sale  would  go  through,  he  said,  if  satisfactory  ar- 
rangements as  to  payments  could  be  made. 

The  board  has  285  wood  ships  which  it  recently  offered  for 
sale.  The  Ship  Construction  and  Trading  Corporation  put  in  a 
bid  for  the  entire  fleet  at  $2,100  each.  The  board  is  withholding 
80  of  the  ships,  part  of  which  may  be  used  to  construct  a  pon- 
toon bridge  across  the  Hudson  near  Yonkers. 

Official  announcement  of  the  sale  of  the  ships  will  be  made 
by  the  board  when  the  contract  is  signed,  Chairman  Lasker  said. 

OPERATING   STATISTICS 

The  Commission,  August  24,  through  its  Bureau  of  Statistics, 
issued  a  mimeographed  pamphlet  containing  operating  statistics 
of  class  I  roads  for  the  calendar  years  1919  and  1920,  with  some 
comparative  figures  for  1918.  The  data  contained  in  the  pam- 
phlet are  along  the  line  of  the  studies  submitted  to  the  Senate 
interstate  commerce  committee  in  the  Cummins  investigation 
of  the  railroad  situation  as  to  freight  train  performance  in  1919 
and  1920. 


A.  T.  &  S.  F.  ABANDONMENT 

The    Commission    has   authorized    the   Atchison,    Topeka   & 
Santa  Fe  to  abandon  4.67  miles  of  track  between  Sumpter  and 
Burnett   in  Kay  county,  Okla.,  built  to  serve  an  oil  field  which 
has  been  practically  exhausted. 
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EXPORT  GRAIN  REDUCTIONS 

The    Traffic   World    Washington   Bureau 

Application  for  authority  to  make  a  reduction  of  7.5  cents 
on  export  grain  via  the  Gulf  ports  on  short  notice,  made  by  the 
Kansas  City  Southern,  was  received  by  the  Commission  August 

23.  It  was  regarded  as  notice  that  the  other  lines  serving  the 
Gulf  ports  had  also  decided  to  meet  the  reduction  of  like  amount 
made  by  the  Central  Freight  Association  lines,  which,  in  turn, 
made  theirs  to  meet  a  five-cent  reduction  by  eastern  trunk  lines 
from  Buffalo  and  other  Lake  Erie  ports  served  by  the  lines  hav- 
ing no  rails  west  of  the  lake  ports. 

At  the  time  the  Kansas  City  Southern's  application  was  re- 
ceived it  was  understood  that  Boyd  and  the  Santa  Fe  had  also 
put  applications  for  similar  purpose  into  the  mails. 

A  new  turn   was   given   the   export  grain   situation  August 

24,  when  the  Kansas  City  Southern  withdrew  its  application  for 
sixth  section  permission  to  publish  a  7.5-cent  reduction  on  grain 
to  Gulf  ports.     In  its  telegram  of  withdrawal  that  carrier  said 
it  had  been  decided  that  the  Kansas  City  Southern  should  par- 
ticipate in  a  conference  of  the  western  and  southern  lines   at 
Chicago  on  that  day  and  that  Boyd  should  publish  a  reduction 
in  export  rates  via  Gulf  ports  of  only  5.5  cents  instead  of  7.5, 
the  amount  of  the  reduction  proposed  in  the  Kansas  City  South- 
ern application. 

Traffic  men  of  lines  in  the  western  group  not  much  con- 
cerned in  the  adjustment  of  export  rates  via  the  Gulf  ports 
attributed  the  change  of  front  on  the  part  of  the  Kansas  City 
Southern  and  the  other  lines  serviing  the  Gulf  ports  to  pressure 
from  eastern  lines.  They  surmised  that  the  eastern  lines  had 
threatened  a  still  greater  reduction  if  the  Gulf  port  lines  in- 
sisted on  a  cut  of  7.5  cents  to  Gulf  ports.  Such  a  threat,  if  car- 
ried into  execution  and  not  stopped  by  the  Commission,  would 
have  precipitated  an  old-fashioned  rate  war  of  unsuspected  pos- 
sibilities. 

.  Had  the  Gulf  port  lines  carried  out  their  plan  to  make  a 
reduction  equal  to  that  made  by  the  eastern  lines,  Kansas  City, 
using  that  city  as  typical,  would  have  had  an  export  rate  via 
the  Gulf  ports  ten  cents  under  the  rate  via  New  York,  as  at 
present.  A  cut  of  5.5  cents  will  make  the  difference  only  eight 
cents  in  favor  of  the  Gulf  ports.  That  difference  is  much 
greater  than  the  spread  before  the  general  percentage  increases, 
made  during  the  war  period,  put  all  relationships  out  of  gear. 

The  7.5-cent  reduction  by  the  eastern  lines,  it  is  understood, 
was  made  not  only  to  meet  the  competition  of  the  Canadian 
carriers,  but  also  for  the  purpose  of  making  a  more  satisfactory 
relationship  between  Atlantic  and  Gulf  ports.  The  percentage 
increases  of  the  war  period  gave  the  Gulf  ports  such  an  increase 
in  business  that,  according  to  the  latest  figures,  they  have  been 
handling  a  little  more  grain  than  the  Atlantic  ports,  all  of  which 
means  a  reduction  in  the  revenues  of  the  eastern  lines,  from 
the  grain  traffic.  During  the  war  the  eastern  lines  were  not 
greatly  perturbed  by  that  reduction  in  the  volume  of  their  grain 
tonnage,  because  they  had  other  traffic  that  more  than  made 
up  the  deficiency  in  that  particular.  Now,  however,  the  eastern 
lines  are  under  constraint  to  get  every  pound  of  tonnage  to  be 
had,  hence  their  move  to  narrow  the  spread  between  the  Gulf 
and  Atlantic  ports. 

If  the  announcement  contained  in  the  Kansas  City  South- 
ern's withdrawal  of  its  sixth  section  application  is  confirmed  by 
the  later  filing  of  an  application  by  Boyd,  in  the  terms  contained 
in  that  Kansas  City  Southern  message,  then  the  purpose  of  the 
eastern  lines  to  narrow  the  spread  will  have  been  attained  to  the 
extent  of  two  cents  per  100  pounds. 

No  obstacle  was  expected  by  either  the  men  in  the  Com- 
mission or  the  railroad  men  concerned.  Grant  of  the  authority 
was  regarded  as  a  pro  forma  matter.  The  merits  of  the  propo- 
sition were  discussed  by  the  Commission  when  it  came  up  on 
the  application  of  the  rail  lines  serving  Chicago  and  Mississippi 
River  crossings.  The  understanding  then  was  that  if  the  Chi- 
cago lines  met  the  cut  of  the  eastern  trunk  lines  the  roads  serv- 
ing the  Gulf  ports  would  undertake  to  keep  the  export  grain 
adjustment  on  the  existing  level  by  making  a  like  reduction. 

No  one  interested  in  the  subject  could  have  any  doubt  about 
the  attitude  of  the  lines  serving  the  Gulf  ports.  In  a  long  tele- 
gram to  the  Commission,  they  protested  against  the  7.5-cent  re- 
duction propose'd  by  the  Chicago  lines  when  the  latter  felt  con- 
strained to  meet  the  cut  of  the  eastern  trunk  lines,  which,  in 
turn,  had  met  the  reductions  of  Canadian  lines  when  the  Cana- 
dian commission  practically  authorized  them  to  make  "under 
the  counter  rates"  so  as  to  keep  Canadian  grain  moving  via  the 
lakes  to  lower  Lake  Erie  ports  and  to  Atlantic  ports  via  the 
eastern  trunk  lines  having  no  rails  west  of  the  Erie  ports.  The 
Gulf  lines  asked  the  Commission  to  forbid  the  reduction,  because 
a  cut  would  force  down  their  rates. 

What  caused  the  Canadian  lines  and  the  Canadian  commis- 
sion to  cut  rates  via  the  Canadian  routes  is  not  known.  C.  B. 
Bee,  rate  man  for  the  Missouri  commission,  at  the  morning  ses- 
sion of  August  23  put  figures  into  the  record  in  the  grain  rate 
inquiry,  tending  to  show  that  for  some  unexplained  reason  Chi- 
cago and  Buffalo  in  June  handled  an  unusually  large  volume  of 


grain.  The  implication  of  the  figures,  taken  in  connection  with 
the  action  of  the  Canadian  authorities  and  the  Canadian  car- 
riers, was  that  rates  via  the  lakes,  made  by  farriers  not  subject 
to  the  Interstate  Commerce  Commission,  were  so  made  as  to 
have  attracted  more  than  17,000,000  bushels  to  Chicago  in  June, 
of  which  more  than  7,000,000  bushels  passed  through  the  ele- 
vators at  Buffalo,  and  that  that  large  volume  of  business  made 
the  Canadians  jealous. 

The  Missouri  rate  men  made  mention  of  the  reduction  and 
the  tonnage  figures,  not  because  the  facts  were  extremely  per- 
tinent to  the  subject  in  hand,  but  merely  to  show  that  the  re- 
duction in  export  rates  was  not  made  for  the  benefit  of  the  Amer- 
ican farmer  but  to  enable  the  American  lines  to  increase  the 
volume  of  business  or  to  hold  a  volume  of  business  for  which 
the  Canadians  were  also  striving. 

The  Kansas  City  Southern,  in  its  application,  said  that  it 
proposed  to  make  a  7.5-cent  reduction  in  the  rates  carried  on 
pages  10,  11,  12  and  13,  in  items  Nos.  55  and  56  of  its  current 
I.  C.  C.  No.  4024,  the  lower  rates  on  grain  and  grain  products  to 
be  carried  in  its  I.  C.  C.  No.  4095. 

In  support  of  that  application  the  Kansas  City  Southern  filed 
telegrams  from  the  Galveston  Commercial  Association  and  the 
Kansas  City  Chamber  of  Commerce,  setting  forth  the  reasons 
they  think  should  impel  the  lines  serving  the  Gulf  ports  to  meet 
the  reduction  made  by  the  eastern  lines. 

The  reduced  rates  via  the  Atlantic  ports  will  become  op- 
erative on  September  3.  Supplement  No.  29  to  Kelly's  I.  C.  C. 
No.  839  reached  the  files  of  the  Commission  on  August  24,  as 
planned.  That  gives  the  Commission  and  the  public  ten  days' 
notice,  as  required  by  the  Commission's  permission. 

The  reduction  of  7.5  cents  in  rates  on  export  grain,  author- 
ized by  the  Commission  in  a  sixth  section  permission  issued  on 
August  18,  it  is  believed,  will  be  followed  by  similar  reductions 
on  export  grain  from  practically  all  parts  of  the  country  west 
of  the  Mississippi  River.  The  reduction  authorized  August  18 
permitted  the  Central  Freight  Association  lines  to  line  up  their 
all-rail  export  rates  so  as  to  make  them  consonant  with  the 
reduction  of  5  cents  on  export  ex-lake  grain  authorized  by  the 
Commission  August  2,  and  made  effective  August  10,  on  less 
than  statutory  notice. 

One  thing  that  was  regarded  as  absolutely  certain  was  that 
the  lines  west  of  the  great  lakes  would  reduce  their  rail-and- 
lake  rates  so  as  to  keep  in  step  with  the  reductions  made  on 
ex-lake  and  all-rail  export  rates  by  the  Central  Freight  Associa- 
tion and  eastern  trunk  lines. 

The  one  big  question  was  as  to  what  the  lines  serving  the 
gulf  ports  would  do.  They,  when  the  eastern  lines  asked  per- 
mission to  make  the  7.5-cent  reduction  on  less  than  statutory 
notice,  made  a  vigorous  protest  based  largely  on  the  ground  that 
the  reduction  proposed  by  the  eastern  carriers  would  be  vio- 
lative  of  the  adjustment  made  in  export  rates  in  a  letter  from 
Director  Hardie  to  the  carrier  involved,  dated  March  30,  last. 

That  protest  caused  the  eastern  lines  to  ask  the  Commis- 
sion to  defer  consideration  of  their  request  for  sixth  section 
permission  to  the  early  part  of  the  week  ended  on  August  20. 
On  August  16  the  eastern  lines  told  the  Commission  they  were 
ready  to  have  it  pass  on  their  application.  The  next  day  the 
Commission  held  a  formal  conference  on  the  subject  with  the 
result  that  the  permission  was  given  the  next  day. 

The  carriers  then  were  authorized,  on  five  days'  notice,  to 
make  the  reduction  which  the  White  House  announced  on  August 
12  as  having  already  been  authorized. 

Coincident  with  the  authorization  of  a  reduction  of  7.5  cents 
on  all-rail  export,  the  Commission  announced  that  it  had  au- 
thorized the  eastern  lines  to  reduce  by  5  cents  the  export  rate 
on  flour,  made  at  Buffalo  from  wheat  brought  to  that  port  and 
privileged,  under  the  tariffs,  to  be  exported  under  the  rates  made 
effective  August  10.  The  announcement  on  the  two  subjects, 
made  by  the  Commission,  is  as  follows: 

After  considering  all  the  facts  and  arguments  in  favor  of  and  in 
opposition  to  the  applications  presented  by  eastern  carriers  for  short 
notice  permission  to  establish  rates  on  grain  and  grain  products  from 
Chicago.  Mississippi  River  crossings  and  points  in  Illinois,  Indiana 
and  other  eastern  states  to  Atlantic  ports,  for  export,  1%  cents  pet 
100  pounds  less  than  the  present  rates,  the  Commission  today  granted 
sixth  section  permission  to  establish  said  reduced  rates  on  10  days' 
notice. 

A  reduction  of  5  cents  per  100  pounds  in  the  export  rates  on  flour 
from  Buffalo  to  Atlantic  ports,  when  manufactured  from  grain  brought 
into  Buffalo  by  lake,  was  also  approved  for  publication  on  10  (lays' 
notice. 

Application  for  some,  but  not  all  the  roads  serving  Gulf 
ports,  to  make  a  5.5  cents  reduction  in  export  rates  on  grain 
was  received  from  Agent  Boyd  August  26.  He  said  other  appli- 
cations would  come  along  without  delay.  On  account  of  the  fact 
that  other  applications  were  coming,  no  action  was  taken  on 
those  coming  in  first,  the  desire  being  to  have  the  whole  matter 
in  hand  before  disposing  of  part  of  it.  Permission,  however, 
will  be  given  in  a  few  days  unless  something  not  foreseen 
causes  delay. 
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WESTERN  GRAIN  RATE  HEARING 

The    Traffic   World    Washington   Bureau 

\  rlimux  in  the  Commission's  inquiry  into  the  grain  rates 
in  tln>  western  and  mountain-Pacific  groups,  so  far  as  testimony 
is  concerned,  was  reached  at  the  afternoon  session,  August  18, 
»  hen  Secretary  Wallace  of  the  Department  of  Agriculture  took 
l  lie  stand. 

"I  sometimes  feel  that  the  freight  rate  situation  has  practi- 
cally stopped  production,"  said  Mr.  Wallace  after  telling  of  the 
plight  of  the  farmers,  who,  as  he  said,  are  selling  grain  at  less 
than  the  cost  of  production,  if  they  are  selling  at  all.  "If  this 
situation  is  continued.  It  is  certain  production  is  going  to  be  ma- 
terially  reduced." 

The  head  of  the  department  went  into  the  rate  question  to 
tin'  extent  of  saying  that  in  1917,  from  Hutchinson,  Kan.,  to 
Chicago,  the  railroads  received  a  rate  that  amounted  to  7.3  per 
(cut  of  the  value  of  the  wheat,  while  now  the  rate  is  20  per  cent 
of  the  value.  From  points  on  the  Chicago  &  North  Western, 
the  percentage  was  9  and  now  is  26. 

Any  addition  to  the  domestic  freight  rate,  Mr.  Wallace  said, 
puts  the  domestic  producer  at  just  that  much  greater  disad- 
vantage in  the  competition  between  American  and  Argentinian 
wheat,  both  in  the  great  European  market  and  in  the  markets  in 
the  eastern  part  of  the  United  States.  He  said,  that  while  It  Is 
hard  to  know  exactly  what  the  river  rates  in  the  Argentine  are, 
because  they  fluctuate  violently,  he  felt  certain  that  Argentine 
srain  can  be  laid  down  in  Europe  or  in  the  eastern  ports  of 
the  United  States  cheaper,  so  far  as  transportation  cost  is  con- 
cerned, than  from  Chicago  to  New  York,  for  distances  up  the 
Rio  Plata  comparable  to  the  distance  from  Chicago  to  New  York. 
.Mr.  Davis,  one  of  the  railroad  attorneys,  asked  him  if  he  felt 
sure  of  that  and  he  said  he  was. 

Secretary  Wallace  said  he  did  not  like  to  go  into  the 
prophesying  business  when  Commissioner  Potter  asked  him  what 
the  effect  would  be  on  the  country,  if,  in  the  next  five  years,  the 
production  of  wheat  fell  to  400,000,000  bushels  and  the  produc- 
tion of  corn  to  2,000,000,000.  He  agreed  with  Commissioner  Pot- 
ter, when  the  latter  suggested  that  that  would  be  a  calamity. 

"I  feel  that  we  should  keep  our  agriculture  going,  even  if  we 
could  obtain  our  food  from  other  parts  of  the  world"  said  the 
witness.  "We  feel  the  grip  of  these  vast  economic  forces,  but 
we  do  not  know  what  it  will  do  or  what,  the  effect  will  be.  I 
feel  that  in  the  readjustment  that  is  now  going  on  we  should 
distribute  the  burden  so  that  each  will  bear  a  share  of  it.  If 
we  were  shipwrecked  and  in  a  boat  we  would  apportion  our 
supplies  of  food  and  water  and  think  that  that  was  the  thing 
to  do.  I  feel  the  same  way  about  the  burden  that  is  now  on 
agriculture  more  heavily  than  any  other  class  or  industry." 

A  return  to  the  rates  prior  to  August  26,  1920,  was  advocated 
by  nearly  every  witness,  and  the  general  trend  of  the  testimony 
of  Secretary  Wallace  was  in  the  same  direction.  He  did  not  pre- 
tend to  say  that  all  the  troubles  of  the  farmers  are  due  to  the 
big  increase  in  freight  rates  but  freight  rates  now  constitute 
a  larger  part  of  the  cost  of  distribution  than  formerly.  Answer- 
ing a  question  by  one  of  the  attorneys  for  the  railroads,  the 
secretary  said  that  not  all  farm  products  had  gone  down  in 
price  as  much  as  the  principal  grains  and  hay,  but  that  in  a 
general  way  what  is  true  of  them  is  true  of  most  of  the  products 
of  the  farm. 

The  grain  hearing,  August  19,  got  down  to  rates,  loading,  car- 
mile,  etc.,  when  H.  W.  Prickett,  speaking  for  bankers'  associa- 
tions of  Utah  and  Idaho  and  the  Commercial  Club  of  Salt  Lake 
City,  pointed  out  that  the  increase  in  the  rates  on  wheat  from 
Logan,  Utah,  to  Galveston,  for  illustration,  from  the  pre-war 
basis,  to  the  present,  alone  amounted  to  24.3  per  cent  of  the 
present  selling  price  of  wheat,  which,  for  the  Utah  and  Idaho 
farmers,  is  75  cents  per  bushel.  He  said  the  car-mile  on  an 
80,000  pound  loading  is  above  40  cents.  The  average  loading 
reported  by  the  Oregon  Short  Line  is  in  excess  of  83,000  pounds, 
so  the  earnings  per  car  are  greater  than  on  the  assumed  average 
loading  of  80,000.  The  average  pre-war  loading,  he  said,  was 
60,000.  The  increase  in  the  rate,  he  said,  is  greater  than  the 
profit  per  acre,  pre-war,  on  an  average  production  of  22  bushels 
per  acre.  The  rates  the  Utah  and  Idaho  farmers  are  paying, 
he  said,  are  equal  to  73.7  per  cent  of  the  value  of  the  wheat. 

Prickett's  idea  was  that  a  reduction  in  the  long-haul  rates 
would  enable  the  farmers  to  get  something  for  their  wheat  this 
year  and  enable  them  to  plan  for  next  year's  crop.  The  volume 
of  movement,  he  contended,  would  Increase  this  year,  but  he 
said  the  thing  the  Commission  should  be  thinking  about  is  the 
reduction  in  tonnage  next  year,  if  no  relief  is  given  to  the  farm- 
ers this  year.  They  are  now  in  such  a  condition  that  they  must 
have  money  to  pay  their  debts  and  get  next  year's  crop  started. 
The  straight  percentage  increase  allowed  in  Ex  Parte,  74,  he  said, 
put  the  long-haul  points  at  a  disastrous  disadvantage. 

Prickett  put  on  the  stand  W.  S.  Hanson,  of  Collinston, 
Utah,  a  banker  and  farmer,  who  said  that  if  some  amelioration 
is  not  brought  about,  dry  land  farming,  which  means  wheat 
only,  will  have  to  be  abandoned.  Mr.  Hanson,  who  has  been 
described  in  farm  journals  as  Utah's  best  fafmer,  has  a  farm 
of  3,800  acres.  In  addition  he  is  also  a  banker.  Farmers  in 


their  dealings  with  the  hanks  are  reliable,  he  said,  and  meet 
their  paper  when  It  is  clue,  but  during  the  past  twelve  months 
they  have  not  been  able  to  do  so.  Seventy-five  per  cent  of  the 
business  done  by  his  bank,  he  said,  in  with  farmers.  Banks 
are  not  forcing,  loans  because  they  realize  that  that  would  bring 
about  a  much  worse  condition,  If  that  were  possible.  He  figured 
that  he  had  lost  30.5  per  bushel  on  his  wheat  this  year.  Com- 
missioner Lewis  suggested  that  if  he  had  had  free  transporta- 
tion on  his  wheat  he  would  not  have  done  much  more  than  break 
even. 

E.  M.  Allison,  a  banker  and  lawyer,  now  one  of  the  lawyers 
for  the  Shipping  Board,  said  that  loans  made  by  the  Utah  banks 
are  In  a  more  frozen  condition  than  he  had  ever  known  them. 
He  said  the  outlook  was  very  discouraging  to  him. 

Abandonment  of  farms  In  the  west  and  in  New  England  was 
compared,  and  the  relative  cost  of  producing  alfalfa  on  irrigated 
and  on  rain-blessed  lands  and  the  distances  from  the  Florence 
Casa  Grande  region  in  Arizona  to  markets  In  southern,  eastern 
and  northern  Texas  discussed  at  the  morning  session  of  the 
hearing  on  grain  rates,  August  20.  Comparison  of  the  abandon- 
ment of  farms  in  New  England  and  In  the  west,  John  E.  Benton 
told  the  Commission,  should  not  be  made,  because  the  two  things 
really  are  not  comparable.  Mr.  Benton  went  from  the  lawyer's 
table  to  the  witness  stand  to  protest  against  such  a  comparison, 
which  had  been  suggested  by  Commissioner  Esch. 

Mr.  Benton  said  that  the  New  England  farms  were  aban- 
doned because  from  the  worst  land  imaginable  the  New  England 
farmer  had  been  able  barely  to  extract  a  living,  by  making 
everything  his  family  needed  right  on  the  home  place.  He 
testified,  as  to  conditions  in  New  Hampshire  when  he  was  a  boy 
to  show  that  the  reasons  for  the  abandonment  of  farms  in  the 
two  sections  were  not  the  same.  In  New  England,  he  said,  the 
farmer  seldom  had  anything  to  sell.  He  lived  on  a  farm  be- 
cause he  could  obtain  everything  he  needed,  almost,  by  his  own 
exertions,  and  he  gave  it  up  when  living  conditions  became 
easier  when  food  began  moving  in  from  the  West.  Mr.  Benton 
said  he  had  worn  clothing  made  from  wool  grown  by  his  father, 
the  cloth  being  made  at  home. 

Commissioner  Esch,  in  one  of  his  questions,  left  the  implica- 
tion that  perhaps  the  abandonment  of  farms  in  the  far  West 
would  be  a  good  thing  because  it  would  result  in  the  saving  of 
waste  in  transportation  that  now  takes  place  when  food  moves 
from  the  far  West  to  the  East  where  farms  had  been  abandoned 
because  food  from  the  West  could  be  produced  cheaper. 

Abandonment  of  poor  land  in  New  England  took  place  be- 
cause food  could  be  procured  easier  and  cheaper  in  the  West. 
Farms  are  being  given  up  in  the  West  on  account,  not  of  the 
sternness  of  nature,  Mr.  Benton  indicated,  but  on  account  of  the 
inability  of  the  farmer  to  obtain  a  fair  price  for  his  product. 
Present  conditions  Mr.  Benton  attributed  largely  to  high  rates. 
Mr.  Benton  thought  the  mass  production  in  the  West,  even  if  it 
did  involve  long  hauls,  had  proved  to  be  the  best  from  an 
economic  point  of  view. 

James  H.  Cassady  and  Lloyd  M.  Wilson,  speaking  for  alfalfa 
meal  mill  operators  in  Colorado,  said  the  high  freight  rates  are 
threatening  the  destruction  of  an  industry  that  has  grown  up 
in  the  last  fifteen  years  and  in  which  millions  are  invested.  The 
proportionately  larger  Increases  in  long-haul  rates  has  worked 
havoc  with  the  grower  and  the  miller.  Their  markets  are  far 
from  their  production  points  and  they  have  depended  on  com- 
paratively low  rates  to  get  their  cattle  feed  to  points  of  con- 
sumption. Feeders  are  using  substitutes  produced  nearer  home 
that  are  inferior  as  producers  of  butter  fat,  but  are  within  react 
of  their  pocketbooks. 

Lawrence  Wilson,  an  Arizona  alfalfa  farmer,  spoke  of  the 
troubles  of  the  alfalfa  growers  in  the  irrigated  regions  in  Ari- 
zona. They  will  have  to  abandon  their  lands,  he  said,  because 
they  cannot  pay  the  high  rates  on  fuel  oil  needed  to  operate 
their  pumps  and  the  high  rates  on  their  hay  and  compete  with 
feeds  produced  nearer  the  points  of  consumption.  Mr.  Wilson 
said  that  it  would  take  40  tons  of  alfalfa  hay  to  pay  his  expenses 
to  Washington,  the  present  price  being  $10  a  ton.  Its  cost  to 
the  grower,  he  said,  was  from  $15  to  $17  per  ton. 

In  pre-war  days  J.  P.  Larsen,  secretary  of  the  Iowa  Co-oper- 
ative Grain  Dealers'  Association,  said  the  freight  rate  amounted 
to  10  or  12  per  cent  of  the  value  of  the  corn  transported.  Now 
it  absorbs  from  25  to  29  per  cent.  J.  J.  Neville,  speaking  for 
the  Millers  and  Grain  Dealers'  Association  of  Utah  and  Idaho, 
was  especially  pessimistic,  saying  that  he  saw  nothing  to  indi- 
cate that  the  prices  of  grain  will  go  above  pre-war  levels,  to  keep 
pace  with  other  prices. 

Actual  rate  and  traffic  statistics  began  appearing  in  the 
Commission's  grain  rate  investigation  at  the  afternoon  session, 
August  20,  when  C.  B.  Hutchings,  traffic  manager  for  the  Ameri- 
can Farm  Bureau  Federation,  took  the  stand.  This  was  con- 
tinued, August  22,  when  C.  W.  Hillman,  a  statistician  who  ap- 
peared in  the  Western  Advanced  Rate  case,  I.  and  S.  No.  555. 
away  back  in  1915,  took  the  stand.  The  latter  brought  his  cost 
studies,  submitted  in  1915.  to  date  to  show  that  the  cost  of  hand- 
ling grain  is  less  than  the  cost  of  handling  any  other  freight 
the  revenue  on  which  is  at  all  comparable.  In  1915  Mr.  Hillman 
made  studies  based  on  100  employees  and  showed  that  the  oper- 
ating ratio,  ascertained  upon  that  foundation,  was  more  favor- 


410 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  9 


able  to  the  railroads  than  on  any  other  traffic,  in  other  words, 
that  the  grain  traffic  is  more  profitable  than  any  other  kind. 
His  continued  studies,  he  said,  show  the  same  result. 

Hutchings  did  not  confine  himself  to  rate  and  traffic  sta- 
tistics alone.  He  brought  forward  figures  to  show  that,  in  com- 
parison with  1912,  the  farm  price  of  corn  now  is  only  91  per 
cent;  in  comparison  with  1913,  104;  and  with  1914,  86;  while 
in  comparison  with  June,  1913,  the  freight  rate  is  184  per  cent. 

With  regard  to  wheat,  the  present  price,  in  comparison  with 
1912,  is  120  per  cent;  with  1914,  134  per  cent,  and  1914,  119  per 
cent;  but  the  freight  rate,  in  comparison  with  1913,  ranges  to 
the  different  markets,  from  167  to  192  per  cent. 

With  regard  to  barley,  the  present  price  is  less  than  it  was 
in  any  of  the  three  years  mentioned,  while  the  rates  to  the  dif- 
ferent markets  range  from  173  to  186  per  cent. 

With  regard  to  hay,  the  price  now  is  104  per  cent,  in  com- 
parison with  June  1914,  while  the  freight  rate  is  182  per  cent, 
Kansas  City  being  the  selected  market  for  computing  the  rates 
on  hay. 

While  the  attorneys  for  the  railroads  paid  attention  to  the 
testimony  of  all  the  witnesses,  they  were  not  so  keen  in  their 
attention  to  the  assertions  of  the  farmers  and  those  of  Secre- 
tary Wallace  of  the  department  of  agriculture.  They  and  their 
statisticians,  however,  gave  close  attention  to  the  declarations 
of  the  statisticians  and  traffic  men  of  the  farmers'  organizations, 
as  if  they  were  preparing  to  combat  some  of  the  figures  that 
were  being  put  forward,  indicating  that  the  chief  line  of  de- 
fense was  going  to  be  that  they  were  not  responsible  for  the 
heavy  operating  costs  that  make  necessary  the  high  rates.  They 
are  still  operating  under  the  wage  scales  prescribed  by  the  Rail- 
road Administration  and  the  national  agreements  made  by  that 
organ  of  the  government  because  the  Railroad  Labor  Board  has 
not  allowed  the  railroad  companies  to  deal  with  the  employes 
as  other  employers  are  allowed  to  deal  with  theirs. 

The  so-called  inefficiency  of  railroad  labor  under  federal 
control,  and  to  a  certain  extent  now,  came  up  for  a  short  dis- 
cussion at  the  afternoon  session  August  22  while  C.  W.  Hillman 
was  on  the  stand.  His  figures  showing  the  operating  ratio  on 
all-grain  and  wheat  freight  interested  Commissioner  Potter. 
While  the  figures  had  to  do  only  with  the  Chicago  &  North 
Western  and  the  Santa  Fe,  and  only  on  grain  from  those  states 
to  Chicago  and  a  few  other  markets,  they  gave  him  an  oppor- 
tunity to  ask  questions.  As  to  the  Chicago  &  North  Western 
they  showed  a  considerable  increase  in  the  cost  of  all-freight 
and  a  lesser  one  on  the  Santa  Fe.  Mr.  Potter  wanted  to  know 
whether  all  factors  entering  into  the  cost  of  carrying  freight 
were  considered.  The  answer  was  that  most  attention  was 
given  to  wages  and  fuel  because  they  constituted  the  chief 
items  in  operating  cost. 

"Did  you  find  any  factor  in  the  list  of  increased  costs  that 
stood  out  as  the  cause  of  the  chief  increase?"  asked  Mr.  Potter. 

"Yes,  sir.  The  big  bump  was  in  the  cost  of  car  repair  and 
inspection,"  said  the  witness.  "The  cost  was  just  about  trebled," 
said  Hillman,  referring  to  the  cost  in  1920  compared  with  the 
cost  figures  put  into  the  western  advanced  rate  case,  which  he 
used  as  his  foundation. 

"Was  that  due  to  an  increase  in  the  rates  of  wages,  or  to 
something  else?" 

"I  think  it  was  as  much  due,  almost,  to  the  failure  to  work 
as  to  the  increase  in  the  rates  of  pay." 

"Then  is  it  fair  to  say  that  the  farmer  is  paying  high  rates 
because  the  cost  of  operation  is  kept  up  by  the  high  rates  of 
pay  given  the  railroad  workmen?"  asked  Mr.  Potter. 

Hillman  answered  in  the  affirmative.  Prior  to  the  colloquy 
Mr.  Potter  asked  questions  which  caused  the  witness  to  turn 
examiner  and  ask  the  commissioner  if  he  was  referring  to  the 
so-called  inefficiency  of  railroad  labor.  The  commissioner  did 
not  answer,  but  Hillman  assumed  that  that  was  what  he  was 
intending  to  inquire  about  and  answered  accordingly. 

Before  the  cross-examination  had  gone  far  along  that  line 
Commissioner  Potter  received  a  call  which  took  him  from  the 
bench.  He  did  not,  however,  leave  until  he  had  obtained  a 
promise  from  the  witness  to  return  from  New  York  for  further 
examination,  presumably  along  that  line,  on  August  25.  The 
commissioner  said  he  desired  opportunity  to  read  all  that  Hill- 
man had  said  during  the  time  he  was  on  the  stand  before  Potter 
was  able  to  attend  the  hearing,  which  is  being  conducted  by 
Commissioner  Lewis. 

The  so-called  inefficiency  of  labor  question,  on  account  of 
the  sharp  divisions  of  opinion  in  the  Commission,  as  shown  by 
its  report  in  the  early  part  of  August,  is  a  point  it  is  believed 
will  come  up  frequently  during  the  general  rate  complaints  with 
which  the  Commission  will  have  to  deal  in  the  coming  months. 
Nearly  all  shippers  have  already  called  attention  to  the  fact 
that  their  industries  have  gone  through  the  process  of  deflation, 
but  that  railroad  rates  have  not  been  placed  between  the  com- 
pression rollers.  The  railroads  have  resisted  attacks  upon  their 
rates,  basing  their  defense  largely  on  the  'fact  that  their  cost 
of  operation  has  not  comp  down  and  that,  unless  reduced  rates 
mean  increased  volume  of  traffic,  reductions  would  mean  nothing 
more  than  reductions  in  revenue.  They  have,  seldom,  If  ever, 


undertaken  to  differentiate  between  rates  and  revenue,  appar- 
ently preferring  to  regard  them  as  synonymous  than  to  make 
a  distinction. 

Assertion  that  the  7.5  cent  reduction  in  the  all-rail  rate  on 
export  grain  had  done  nothing  for  the  grain  grower  was  put  into 
the  record  in  the  Commission's  grain  hearing,  by  C.  B.  Bee,  the 
rate  man  for  the  Missouri  commission,  at  the  morning  session 
on  August  23.  A  motion  to  have  that  expression  of  opinion 
stricken  out  was  made  by  Attorney  Davis  for  the  railroads.  At- 
torney Examiner  Disque  expressed  the  opinion  that  it  was  noth- 
ing to  fight  about  and  that  its  inclusion  or-  exclusion  from  the 
record  would  not  make  the  Commission's  task  any  easier.  Com- 
missioner Lewis  was  of  the  same  opinion,  so  the  declaration 
remains  in  the  record. 

Bee  said  the  railroads  had  made  the  reduction  simply  be- 
cause the  water  lines  and  the  Canadian  railroads  had  cut  the 
rates  through  the  Canadian  gateways,  and  the  reduction  by  the 
American  railroads  was  made  in  an  effort  to  get  back  some  of 
the  business  that  has  been  going  out  through  the  St.  Lawrence 
river. 

That  argument  was  made  before  the  tariffs  reducing  the 
rates  had  reached  the  files  of  the  Commission.  At  the  time  the 
discussion  as  to  what  the  economic  effect  of  the  reduction  had 
been  or  might  be,  the  railroads  had  their  plans  laid  to  have  the 
reduced  rates  operative  on  September  3,  so  that  it  was  accurate 
to  say  the  farmer  had  not  received  any  benefit  from  the  reduc- 
tion, because  the  reduction  had  not  been  made,  only  authorized. 

Seven  state  railroad  commission  rate  men  were  on  the  stand 
at  the  morning  session,  the  men  being  P.  A.  Conway,  of  the  Kan- 
sas commission;  V.  E.  Smart,  of  North  Dakota;  U.  G.  Powell,  of 
Nebraska;  C.  B.  Bee,  of  Missouri;  D.  L.  Kelley,  North  Dakota, 
and  W.  F.  Parsons,  Iowa. 

They  were  put  on  to  show  that  grain  is  the  most  desirable 
of  all  traffic  for  the  railroads  in  the  western  and  mountain- 
Pacific  groups;  that  it  pays  more  per  ton-mile  and  car-mile  than 
the  average  of  all  traffic;  that  expense  of  handling  is  lower  and 
that  rates  on  it  have  been  increased  more  than  the  avera.se. 
The  rate  men  also  discussed  prices.  While  doing  that,  Mr.  Bee 
made  the  declaration  that  the  reduction  in  export  rates  on  all- 
rail  grain  was  not  intended  to,  and  did  not,  benefit  the  farmers 
because  it  was  made  simply  to  induce  the  movement  of  grain 
over  American  rather  than  Canadian  routes. 

Commissioner  Lewis,  at  the  close  of  the  morning  session 
August  23,  said  it  was  necessary  to  think  of  bringing  the  hearing 
to  an  end.  The  state  commissions  thereupon  laid  before  him 
such  an  extensive  program  for  the  remainder  of  the  week  that 
he  announced  the  addition  of  an  hour  to  the  time  allowed  each 
day  for  testimony,  half  an  hour  at  the  beginning  and  halt1  an 
hour  at  the  close.  After  he  had  done  that  He  tried  to  make 
arrangements  for  a  short  argument  at  the  close  of  the  testimony, 
but  Chairman  Reed,  of  the  Kansas  commission,  who  had  had 
the  laboring  oar  for  the  state  commissions,  said  the  petitioners 
would  like  to  use  the  whole  of  Friday,  August  26,  the  first  anni- 
versary of  the  effectiveness  of  rates  allowed  under  Ex  Parte  74, 
in  having  the  case  argued.  Mr.  Davis,  for  the  railroads,  sug- 
gested the  submission  of  the  case  on  the  record  because,  as  he 
said,  many  of  the  Commissioners  had  been  present  during  the 
taking  of  testimony  and  it  was  not  like  a  case  in  which  an 
examiner  had  made  the  record  and  in  which  argument  by  the 
attorneys  might  shed  light  on  the  subject.  He  added  that  there 
seemed  to  have  been  a  fair  amount  of  argument  in  the  case  as 
it  went  along,  and  Commissioner  Lewis  indicated  that  he  agreed 
with  that  characterization  of  the  testimony  and  the  statements 
made  by  attorneys  in  connection  therewith. 

Commissioner  Lewis  announced  that  arguments  would  be 
completed  on  Friday,  but  he  said  the  decision  then  announced 
might  not  be  the  last  word  on  the  subject. 

The  case  for  the  petitioning  grain  farmers  and  the  state 
commissions,  for  reductions  in  the  rates  on  grain,  and  neces- 
sarily on  grain  products,  was  closed,  so  far  as  testimony  \\;is 
concerned,  at  the  morning  session  of  August  24.  The  rail- 
road side  of  the  case  was  started  at  the  afternoon  session  and 
the  plan  was  for  the  roads  to  finish  their  presentation  of 
facts  on  that  and  the  following  day,  so  as  to  allow  the  whole 
of  August  26  for  arguments.  The  cross  examination  of  the  stiitr 
commission  rate  experts  consumed  the  afternoon  session 
August  23. 

Clyde  M.  Reed,  chairman  of  the  committee  in  charge  of  the 
case  for  the  petitioning  state  commissions  and  organizations 
of  farmers,  put  himself  on  the  stand  as  a  witness,  August  24, 
with  Clifford  Thorne  to  help  him  along  with  questions,  if  and 
when  questions  were  necessary,  which  was  seldom.  If  the  pro- 
ceeding had  been  a  baseball  game  Reed  would  have  been 
called  the  clean-up  hitter.  He  went  on  to  answer  the  questions 
that  commissioners  and  the  railroads  had  asked  of  other  wit- 
nesses, but  which  they  could  not  or  had  not.  the  time  to 
answer. 

In  addition  Reed  put  into  the  record  statistics  as  to  the 
earnings  of  the  principal  carriers  in  the  western  district.  The 
figures  were  intended  to  show  that  every  railroad  in  that  dis- 
trict that  paid  dividends  each  year  of  the  test  period  also 
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paid  iis  regular  dmdends  in  1920,  with  two  exceptions,  namely, 
Hi.'  Milwaukee  :ind  tin-  Chicago  <!rcat  Western.  However,  he 
iniiinaliMl  they  iliil  not  roiint  because,  In  the  test  period  they- 
paid  ili\  iiii'utls  out  of  surplus  and  not  out  of  Income.  The 
I;.H  k  Island,  lir  said,  paid  no  dividends  in  1915  or  1916,  but 
ii  dill  in  Hi.'  following  year.  In  1920,  he  said  It  paid  $3,567,000 
mil  of  surplus,  making  a  6.7  per  cent  dividend  on  preferred  stock. 

The  Colorado  &  Southern,  which  he  said  failed  to  pay  its 
regular  dividend  in  one  year  of  the  test  period  and  paid  only 
$170,000  in  another  of  the  test  years,  paid  Its  full  dividend  out 
ni'  income  in' 1920.  the  amount  being  $680,000.  The  Houston, 
Kiist  &  West  Texas,  which  failed  to  pay  in  one  year  of  the 
tesi  period,  paid  iis  re.milar  dividend  in  1920,  Mr.  Reed  said. 

The  Kansas  man  undertook  to  answer  Commissioner'  Pot- 
ter's question  as  to  what  the  price  of  wheat  would  have  to 
he  if  iln  farmer  were  paid  as  well  for  his  labor  as  the  aver- 

railroud  worker.  He  said  the  price  of  wheat  on  the  farm 
in  Minnesota  would  have  to  be  $2.34,  if  the  farmer  were  as 
\\rll  paid  as  the  engine  man,  and  $2.04,  if  paid  as  well  as  the 
swiichnian.  Hut  those  figures  were  based  on  the  assumption 
that  the  farmer  is  realizing  25  cents  per  hour  in  present  prices. 
Peck,  the  witness  whose  testimony  caused  Mr.  Potter  to  ask 
the  question,  said  present  prices,  however,  were  giving  him 
only  15  cents  per  hour  and  that  out  of  that  sum  the  farmer 
would  have  to  pay  his  interest  and  taxes,  because  interest  and 
l axes  were  not  counted  in  the  cost  of  production. 

The  witness  also  put  in  figures  to  show  that  on  corn  prices 
the  South  Dakota  farmer  is  realizing  only  6  cents  per  hour. 

He  said  the  prospective  reduction  of  7.5  cents  in  export  all- 
rail  wheat  from  Mississippi  river  crossings  will  not  benefit  the 
American  farmer,  because  that  reduction  does  not  cut  the  cost  of 
transportation  via  the  Canadian  routes,  which  he  said  was  figured 
a i  14.34  cents  per  bushel,  while  the  cost  over  the  cheapest  Ameri- 
can route,  that  via  Baltimore,  is  20.5  cents.  He  said  the  freight 
ran'  deducted  from  the  price  of  the  farmer's  grain  is  the 
lowest  to  the  primary  market.  The  price  at  the  farmer's  pri- 
mary market  is  the  Liverpool  price,  minus  the  lowest  transporta- 
tion cost  to  that  market.  Mr.  Reed  said  that,  according  to 
i  he  department  of  agriculture,  Argentian  wheat  gets  to  Liver- 
pool at  a  cost  of  transportation  lower  than  American  wheat, 
He  read  into  the  record  a  press  agent  story  put  out  by  that 
department. 

While,  nominally,  the  railroads  began  their  defense  of  the 
grain  rate  adjustment  at  the  afternoon  session  of  August  24,  L. 
E.  Wettling,  the  statistician  for  the  western  lines,  was  displaced 
by  Chairman  Reed,  of  the  Kansas  commission,  who  came  back 
to  answer  questions  put  to  him  by  attorneys  for  the  railroads 
and  by  commissioners. 

Commissioner  Potter's  inquiry  about  the  smaller  production 
of  railroad  labor  during  the  war  came  up  in  an  incidental  way 
and  Mr.  Reed  said  that,  in  his  talks  with  some  of  the  railroad 
employes  themselves,  they  estimated  the  production,  per  man,  to 
have  been,  on  an  average,  forty  per  cent  less  in  the  war  period 
than  before  it  was  so  easy  to  get  a  job  at  something  else. 

The  Kansas  man  expressed  the  belief  that  laboring  men 
are  making  a  great  mistake  in  favoring  a  cut  in  production  as 
a  method  of  increasing  their  wages.  He  said  the  only  new 
wealth  in  the  world  is  that  which  the  farmer  produces  when  he 
grows  crops  and  that  the  greater  the  production  the  greater  the 
wealth. 

"The  thing  to  do  is  to  increase  production  to  the  highest 
possible  point  and  then  see  to  it  that  that  production  is  properly 
distributed,"  said  the  Kansan,  in  illustrating  one  of  his  points. 

Any  reduction  in  rates  on  grain  and  grain  products  and  hay 
in  the  western  district  would  result  in  a  reduction  in  the  net 
operating  income,  L.  E.  Wettling,  statistician  for  the  western 
roads,  said  at  the  morning  session  of  August  25.  If  the  rates 
should  be  ordered  back  to  what  they  were  on  August  25,  1920, 
he  forecast  that  the  net  operating  income  for  the  current  year 
would  be  reduced  to  approximately  $80,000,000.  During  the  nine 
months'  period  from  September  1,  1920,  to  the  end  of  May,  the 
railroads  in  the  western  district,  he  said,  had  been  earning  at 
i  he  rate  of  2.78  per  cent  on  the  tentative  value  of  their  prop- 
rrly,  as  ascertained  by  the  Commission.  Return  to  the  old  rates, 
he  said,  would  cause  an  annual  loss  of  about  $63,000,000. 

"The  railroads  have  been  deferring  maintenance  work  at  the 
rate  of  about  $188,000,000  annually,"  said  the  witness. 

Commissioner  Campbell  wanted  to  know  if  that  was  a  con- 
clusion or  a  fact  that  he  had  ascertained  by  being  told.  The 
witness  said  the  figures  showed  the  railroads  were  not  doing 
the  maintenance  work  they  should. 

In  connection  with  the  figures  about  maintenance,  Wettling 
<  Miniated  the  deficiency  in  the  product  of  labor  employed  In 
maintenance  work  at  forty  per  cent.  He  did  not  call  it  ineffi- 
ciency of  labor.  He  merely  said  that  even  after  the  dollars  liad 

equated,  the  labor  employed  failed  to  produce  as  much  in 
a  given  time  as  it  did  under  private  control. 

Commissioner  Potter  who  had  asketl  C.  W.  Hillman  to  re- 
lurn  for  cross-examination  with  regard  to  deficiency  in  the 
product  of  labor,  after  he  (Potter)  had  had  an  opportunity  to 
icad  Hillman's  testimony,  said  he  had  no  questions  to  ask,  after 
having  read  the  testimony  in  which  Hillman  said,  without  indi- 


'.-iiiiiK  the  percentage,  that  the  output  of  labor  In  maintenance 
work  had  not  been  as  great  In  the  control  period  as  before. 
The  points  made  by  Hillman  In  hla  testimony  prior  to  Com- 
missioner Potter's  request  for  time  to  ask  questions  was  clear 
to  those  who  had  heard  his  testimony,  which  Commissioner  Pot- 
ter had  not  heard  In  full. 

Neither  Hillman  nor  Wettling  expressed  any  opinion  as  to 
the  cause  for  the  deficiency — whether  It  was  due  to  unwillingness 
or  inability  of  the  workmen,  or  the  conditions  under  which  they 
worked.  They  stated  It  as  a  fact  shown  by  the  reports  with 
which  they  dealt  in  making  up  their  statistics. 

The  reduction  in  net  operating  Income,  Wettling  said,  would 
result  from  a  restoration  of  the  old  rates,  notwithstanding  the 
wage  reduction  ordered  by  the  Railroad  Labor  Board,  effective 
on  July  1  last.  In  the  nine  months  from  September  1  to  the 
end  of  May,  he  said,  the  net  operating  income  of  the  roads  in 
the  western  district  was  $110,787,000.  Upon  that  basis  he  esti- 
mated the  net  for  the  first  year  under  the  higher  rates  au- 
thorized in  Ex  Parte  No.  74  at  $143,887,000,  or  at  the  rate  of 
1.42  per  cent  on  the  tentative  valuation.  The  net,  under  the 
higher  rates  decreased  10.35  per  cent,  for  the  class  I  roads. 
Their  net  in  the  nine  months'  period  was  $157,016,599,  showing 
that  so  far  as  the  larger  roads  are  concerned,  the  year  has  not 
been  as  unsatisfactory  as  for  the  roads  in  the  district  as  a  whole. 

In  the  first  five  months  of  the  year,  the  Wettling  exhibits 
show  the  grain  loading  was  1,149,868  cars,  while  in  the  cor- 
responding months  of  1920  it  was  only  959,338  and  in  the  cor- 
responding months  of  1919,  only  1,029,225.  In  the  same  period 
the  all-freight  loading  was  15,999,675  cars,  compared  with  18,- 
543,802  cars  and  16,666,276  in  1919.  The  decrease  in  car  load- 
ing in  the  western  district,  all-freight,  was  greater  in  percentage 
than  in  the  United  States  as  a  whole.  None  of  that  decrease, 
however,  came  from  decrease  in  grain-loading.  Wettling  showed 
that  the  average  revenue  per  ton  from  all  traffic  was  $2.96  and 
from  grain  $2.91;  the  ton-mile  from  all  freight  was  13.82  mills; 
grain  and  grain  products  14.44  mills  and  from  grain  and  grain 
products,  11.06  mills. 


ATTACKS  RAILROAD  EXPENDITURES 

The    Traffic    World    Washington   Bureau 

Chairman  Fordney  of  the  House  ways  and  means  commit- 
tee, in  a  speech  on  the  revenue  bill  in  the  House  August  17, 
charged  the  Wilson  administration  with  responsibility  for  ex- 
travagant expenditures  in  connection  with  federal  operation  of 
the  railroads,  the  wire  systems  and  in  Shipping  Board  matters. 
He  asserted  President  Wilson  had  taken  the  railroads  over  for 
political  purposes  and  placed  Mr.  McAdoo  in  charge  of  them. 
Federal  control  of  the  railroads  cost  the  country  $4,000,000,000, 
he  asserted,  and  the  loss  on  operation  of  the  wire  systems  was 
$14,000,000.  He  attacked  the  expenditures  of  the  Shipping 
Board.  Representative  Garner  of  Texas  said  both  Republican 
and  Democratic  Congresses  had  appropriated  $2,000,000,000  for 
the  railroads  and  that  now  the  majority  leaders  were  trying  to 
rush  through  legislation  that  would  give  the  railroads  $500,- 
000,000  more.  He  charged  that  the  reason  for  the  rush  was  that 
the  leaders  did  not  dare  permit  the  members  to  go  home  to 
their  constituents  on  the  proposition  of  "giving"  the  railroads 
$500,000,000  more. 


LOADING  OF  REVENUE  FREIGHT 

The    Traffic    World    Washington   Bureau 

An  increase  of  24,184  in  the  number  of  cars  loaded  with 
revenue  freight  in  the  week  which  ended  August  13,  compared 
with  the  previous  week,  was  shown  by  reports  received  by  the 
car  service  division  of  the  American  Railway  Association.  The 
total  for  the  week  was  808,965  cars,  which  was,  however,  162,304 
cars  less  than  were  loaded  in  the  corresponding  week  in  1920 
and  23,474  cars  below  the  total  for  the  corresponding  week  in 
1919. 

Increases  in  the  loading  of  all  commodities  were  reported. 
The  principal  gain  was  in  the  loading  of  coal,  the  total  for  the 
week  being  158,260  cars,  which  was  an  increase  of  10,987  cars 
over  that  for  the  preceding  week.  It  was,  however,  63,500  cars 
less  than  were  loaded  during  the  corresponding  week  last  year. 

Tabulations  also  showed  an  increase  of  7,209  cars  compared 
with  the  week  before,  in  the  number  loaded  with  merchandise 
and  miscellaneous  freight,  which  includes  manufactured  products, 
the  total  being  479,749  cars.  Loadings  of  grain  and  grain  prod- 
ucts were  61,560  cars  compared  with  38,708  cars  during  the  cor- 
responding week  last  year  and  45,651  cars  compared  with  the 
same  week  in  1919.  An  increase  of  225  cars  in  the  number  loaded 
with  live  stock  was  also  reported,  the  total  being  26,835  cars, 
which  was  261  more  than  were  loaded  during  the  corresponding 
week  last  year. 

Loading  of  forest  products  amounted  to  45,333  or  1,873  cars 
more  than  were  loaded  during  the  preceding  week,  while  ore 
loadings  totaled  32,942  cars,  which  was  an  increase  of  384  cars 
within  a  week.  An  increase  of  68  cars  compared  with  the  week 
before  was  reported  for  coke,  which  totaled  4,286  cars. 

Except  for  the  Southwestern  district,  increases  in  the  load- 
ing of  all  commodities  compared  with  the  week  which  ended  on 
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Aug.  6  were  reported  in  all  districts,  but  in  none  did  the  total 
loadings  equal  those  for  the  same  district  for  the  corresponding 
week  last  year. 

Loading  of  revenue  freight  by  districts  in  the  week  ended 
August  13  and  the  corresponding  period  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,607  and  7,187; 
live  stock,  2,599  and  2,672;  coal,  42,004  and  58,979;  coke  979  and 
3,901;  forest  products,  4,500  and  8,134;  ore,  2,337  and  10,580;  mer- 
chandise L.  C.  L.,  56,879  and  46,224;  miscellaneous,  77,923  and 
100,147;  total,  1921,  196,828;  1920,  237,824;  1919,  214,302. 

Allegheny  district:  Grain  and  grain  products,  3,608  and 
2,815;  live  stock,  2,897  and  3,560;  coal,  45,058  and  65,927;  coke, 
2,278  and  6,152;  forest  products,  2,463  and  3,434;  ore,  7,119  and 
12,986;  merchandise,  L.  C.  L.,  43,301  and  36,667;  miscellaneous, 
51,637  and  67,837;  total,  1921,  158,361;  1920,  199,378;  1919,  195,959. 

Pocahontas  district:  Grain  and  grain  products,  174  and 
213;  live  stock,  228  and  182;  coal,  19,521  and  25,325;  coke,  25 
and  728;  forest  products,  1,150  and  1,578;  ore,  72  and  185;  mer- 
chandise. L.  C.  L.,  2,646  and  2,937;  miscellaneous,  4,575  and 
6,055;  total,  1921,  28,391;  1920,  37,203;  1919,  25,061. 

Southern  district:  Grain  and  grain  products,  3,973  and  3,161; 
live  stock,  1,959  and  1,875;  coal,  21,856  and  27,117;  coke,  260 
and  1,374;  forest  products,  14,335-  and  19,523;  ore,  184  and 
2678;  merchandise,  L.  C.  L.,  35,943  and  34,771;  miscellaneous, 
31,227  and  40,487;  total,  1921,  109,737;  1920,  130,986;  1919, 
120,136. 

Northwestern  district:  Grain  and  grain  products,  16,743  and 
9,028;  live  stock,  6,594  and  6,667;  coal,  8,337  and  12,666;  coke, 
431  and  1,153;  forest  products,  11,805  and  18,248;  ore,  21,968  and 
45814;  merchandise,  L.  C.  L.,  28,745  and  30,218;  miscellaneous, 
34,666  and  39,939;  total,  1921,  129,289;  1920,  163,733;  1919, 
98,849. 

Central  Western  district:  Grain  and  grain  products,  20,898 
and  12,191;  live  stock,  9,503  and  9,340;  coal,  17,222  and  25,366; 
coke,  136  and  489;  forest  products,  4,943  and  6,446;  ore,  570 
and  4,737;  merchandise,  L.  C.  L.,  30,000  and  32,007;  miscel- 
laneous, 40,928  and  45,282;  total,  1921,  124,200;  1920,  135,858; 
1919,  124,773. 

Southwestern  district:  Grain  and  grain  products,  6,557  and 
4,113;  live  stock,  3,055  and  2,278;  coal,  4,262  and  6,464;  coke, 
177  and  136;  forest  products,  6,137  and  8,151;  ore,  692  and  611; 
merchandise,  L.  C.  L.,  15,532  and  17,635;  miscellaneous,  25,747 
and  26,899;  total,  1921,  62,159;  1920,  66,287;  1919,  53,719. 

Total,  all  roads:  Grain  and  grain  products,  61,560  and  38,- 
708;  live  stock,  26,835  and  26,574;  coal,  158,260  and  221,844;  coke, 
4,286  and  13,933;  forest  products,  45,333  and  65,514:  ore,  32,942 
and  77,591;  merchandise,  L.  C.  L.,  213,046  and  200,459;  miscel- 
laneous, 266,703  and  326,646;  total,  1921,  808,965;  1920,  971,269; 
1919,  832,439. 

L.  C.  L.  merchandise  loading  figures  for  1921  and  1920  are  not 
comparable  as  some  roads  are  not  able  to  separate  their  L.  C.  L. 
freight  and  miscellaneous  of  1920.  Add  merchandise  and  miscellane- 
ous figures  to  get  a  fair  comparison. 


the   year,   compared   with   the   same   months   of   1920,   stand   as 
follows : 


Period 


Maintenance  of 
Way 


FRUIT  AND  VEGETABLE  SHIPMENTS 

The    Traffic    World    Washington  Bureau 

In  the  week  ended  August  13,  the  carload  shipments  of  fruits 
and  vegetables  fell  to  12,635  in  comparison  with  12,962  the 
corresponding  week  of  last  season,  and  13,965  for  the  week 
ended  August  6.  The  record  for  the  season,  up  to  and  includ- 
ing August  13,  however,  is  still  ahead  of  the  season  of  1920,  the 
total  being  184,628  compared  with  158,704  last  season  to  August 
13.  Last  season's  total  was  560,865  cars. 

This  season  began  early  and  the  shipments  of  melons, 
peaches,  early  apples  and  early  potatoes  brought  an  early  peak. 
Nearly  all  fruit  and  vegetable  crops  this  year  are  smaller  than 
last,  so  the  expectation  is  for  a  smaller  total  carload  movement 
in  1921  than  in  1920.  In  the  weekly  review  of  the  Department 
of  Agriculture's  Market  Reporter,  that  official  publication  said: 

The  last  of  the  summer  season  has  been  a  time  of  heavy  carlot 
movement  of  fruits  and  vegetables  and  the  liberal  supplies  have 
brought  lower  prices  as  a  general  rule.  Each  of  the  summer  months 
has  shown  heavier  shipments  than  in  1920  and  movements  to  the 
middle  of  August  reached  a  volume  about  one-sixth  greater  than 
for  the  corresponding  period  of  last  season. 

The  increase  is  partly  the  result  of  larger  crops  and  partly  be- 
cause the  earliness  of  the  season  brought  the  movement  of  such 
important  crops  as  watermelons,  cantaloupes,  peaches,  early  apples 
and  early  potatoes  quickly  to  the  peak  of  their  carlot  movement. 
Shipments  of  leading  fruits  and  vegetables  in  recent  weeks  have 
been  at  the  rate  of  15,000  cars  per  week. 


MEANING  OF  EARNING  STATEMENTS 

The   Traffic   World    Washington  Bureau 

An  analysis  of  recent  railroad  earning  statements  by  the 
Bureau  of  Railway  Economics  shows  that  the  relatively  better 
results  for  May  and  June  of  1921  have  been  achieved  by  reduc- 
tion in  both  maintenance  and  transportation  expenditures,  "a 
reduction  which  cannot  be  maintained  if  business  revives  and 
the  roads  are  to  be  kept  up  to  proper  standards." 

The  two  maintenance  accounts  for  the  first  six  months  of 


Maintenance  of 

Equipment 
Increase  5.6% 
Decrease  8.6 
Decrease  8.4 
Decrease  8.7 
Decrease  13.1 
Decrease  22.1 
Decrease  9.2 


erio  ay 

January,     1921     '..* Increase      5.9% 

February      Decrease  16.9 

March     Decrease    8.1 

April     Decrease  19.6 

May     Decrease  26.9 

June      Decrease  27.3 

Six     months     Decrease  17.3 

The  showing  for  May,  and  particularly  for  June,  indicates 
how  severely  maintenance  has  been  cut  in  the  past  two  or  three 
months. 

"Necessary  retrenchment  led  to  an  increase  in  bad  order 
cars  from  191,234  (8.5  per  cent)  in  January,  1921,  to  365,092  (15.9 
per  cent)  on  June  15,  and  also  a  reduction  in  all  transportation 
expenses  (due  to  light  business)  such  as  reduction  of  men  em- 
ployed, in  materials  used,  and  fewer  trains,  totaling  19.3  per 
cent  in  June. 

"But,  notwithstanding  these  economies,  the  rate  of  return 
on  the  tentative  valuation  of  the  railways,  by  months,  has  been 
as  follows,  reduced  in  each  case  to  an  annual  basis: 

January,    1921    Deficit 

February     Deficit 

March     2.3% 

April     2.2 

May     2.4 

June    3.1 

Six     months     1.8 

"During  these  six  months  railways  of  Class  I  should  have 
earned  $477,256,000  in  net  operating  income  to  attain  to  a  six 
per  cent  basis.  They  actually  earned  $128,912,000,  a  shortage  of 
$348,344,000,  or  73  per  cent.  (These  figures  for  the  six  months 
are  subject  to  slight  change,  but  are  virtually  complete.)" 


REVENUE  TRAFFIC  FIGURES 

The   Traffic    World    Washington   Bureau 

Freight  revenue  of  Class  1  roads  totaled  $311,978,512  in  May, 
as  compared  with  $313,882,264  in  May,  1920,  and  passenger  reve- 
nue totaled  $93,219,980,  as  compared  with  $98,534,867  in  May, 
1920,  according  to  revenue  traffic  statistics  issued  by  the  Bureau 
of  Statistics  of  the  Commission.  In  the  five  months  ended  with 
May  freight  revenue  totaled  $1,542,370,517,  as  against  $1,515,- 
471,051  in  the  corresponding  period  of  1920,  and  passenger  reve- 
nue amounted  to  $473,737,327,  as  against  $457,322,905  in  the  1920 
period. 

Revenue  tons  carried  in  May  totaled  131,232,000,  as  against 
173,222,000  in  May,  1920.  Revenue  tons  carried  one  mile  totaled 
24,946,336,000,  as  against  32,918,077  in  May,  1920.  In  the  five- 
month  period  revenue  tons  carried  amounted  to  644,350,000  as 
against  832,276,000  in  the  1920  period,  and  revenue  tons  carried 
one  mile  totaled  120,761,882,000,  as  against  155,620,755,000  in  the 
first  five  months  of  1920. 

Revenue  per  ton  mile  in  May  averaged  12.51  mills,  as  against 
9.54  mills  in  May,  1920,  and  in  the  five-month  period,  12.77  mills, 
as  against  9.74  mills  in  the  1920  period.  Revenue  per  ton  per 
road  amounted  to  $2.38  in  May,  as  against  $1.81  in  May,  1920, 
and  $2.39  for  the  five  months,  as  against  $1,82  in  1920. 

The  number  of  revenue  passengers  carried  in  May  totaled 
86,887,000,  as  against  102,384,000  in  May,  1920,  and  438,286,000, 
as  against  494,011,000  in  the  first  five  months  of  1920. 

CAR  SURPLUS  AND  SHORTAGE 

The   Traffic   World    Washington  Bureau 

A  decrease  of  12,746  in  the  number  of  surplus  freight  cars 
was  reported  to  the  car  service  division  of  the  American  Rail- 
way Association  this  week,  for  the  period  August  8-15,  as  com- 
pared with  the  preceding  week.  The  total  was  284,338  cars  as 
compared  with  297,084  cars  in  the  preceding  week. 

The  shortage  for  the  period  August  8-15  was  2,125  cars  as 
compared  with  3,364  cars  in  the  preceding  week.  Of  the  2,125 
cars  2,005  were  box  cars. 

The  surplus  was  made  up  of  the  following  classes  of 
equipment:  Box,  79,641;  ventilated  box,  1,855;  auto  and  furni- 
ture, 3,026;  flat,  12,245;  gondola,  92,577;  hopper,  52,495;  coke, 
10,994;  S.  D.  stock,  11,326;  D.  D.  stock,  705;  refrigerator,  10,- 
639;  tank,  641;  miscellaneous,  8,194. 

The  shortage  was  made  up  of  2,005  box  cars,  7  auto  and 
furniture  cars,  3  flat  cars,  42  gondolas,  18  hoppers,  44  S.  D.  stock 
cars  and  6  D.  D.  stock  cars. 

The  total  number  of  idle  cars  August  15,  including  surplus 
cars  available  for  service  and  bad  order  cars,  was  499,594,  as 
compared  with  513,040  the  week  before. 


ASKS   LIST  OF    RAILROAD   SECURITIES 

Senator  Stanley,  of  Kentucky,  has  introduced  a  resolution 
asking  the  Secretary  of  the  Treasury  to  furnish  to  the  Senate 
a  list  of  all  railroad  securities  and  the  prices  thereof  acquired 
by  the  President  under  the  acts  relating  to  federal  control  of 
the  railroads,  as  well  as  under  the  transportation  act  of  1920. 
The  resolution  was  ordered  to  lie  on  the  table. 


August   27. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


J 


WHY  AN  AMERICAN  MERCHANT 
MARINE? 


Editor  The  Traffic  World: 

The  Traffic  World  of  July  23  had  an  editorial  containing  a 
series  of  questions  of  the  gravest  possible  importance  to  the 
continuance  of  American  prosperity.  The  maintenance  of  our 
American  merchant  marine  concerns  not  merely  the  fortunes  of 
those  individuals  or  groups  of  citizens  who  happen  to  be  the  coun- 
try's ocean  teamsters  or  delivery  men — to  wit,  ship  operators — 
but  the  welfare  of  every  farmer,  miner  and  manufacturer  in  the 
republic.  These  last  named  constitute  the  bulk  of  our  country's 
freight  producers  and  it  is  imperative  if  American  producers  are 
to  live  that  their  products  be  marketed.  This  consideration  out- 
weighs all  others.  The  National  Marine  League  hopes  every 
reader  of  these  lines  will  do  his  or  her  utmost  to  answer  intel- 
ligently the  questions  propounded  by  the  editor  of  The  Traffic 
World.  The  writer  fully  appreciates  his  own  limitations  in  at- 
tempting such  a  task,  but  as  he  has  been  specifically  requested 
to  do  so,  he  will  try. 

Let  us  take  a  very  simple  parallel. 

Suppose  there  is  a  farmer  who  owes  a  certain  man  money 
and  that  he  cannot  pay  him  in  money,  but  that,  fortunately  for 
the  farmer,  the  creditor  needs  to  buy  wheat  quite  as  much  as 
the  farmer  wants  to  sell  it. 

Assume  further  that  the  farmer  cannot  conveniently  deliver 
the  wheat,  but  that  the  creditor  has  lots  of  wagons.  What  hap- 
pens? The  creditor  comes  to  the  farm,  takes  the  wheat,  and 
the  farmer  pays  his  debt.  This  is  a  fine  arrangement  for  both 
and  very  easy  for  the  farmer,  bcause  he  does  not  have  to  think 
or  bother  his  head  about  the  transportation  of  his  wheat. 

Prior  to  1914  Uncle  Sam  was  that  farmer  and  the  rest  of 
the  world  was  the  creditor.  In  those  days  America  did  not  have 
to  worry  particularly  about  ships,  because  her  products  were 
called  for  at  the  ocean  gates  of  the  United  States  property. 

But  now  the  boot  is  on  the  other  leg,  and  see  what  would 
happen  to  our  hypothetical  farmer. 

No  longer  does  he  owe  money  to  anyone;  consequently  no 
one  is  going  to  call  on  him  to  collect  a  debt  and  take  payment 
therefor  in  product.  Meanwhile  the  farmer  keeps  on  producing. 
What  shall  he  do  with  his  produce? 

Of  course,  in  the  very  first  place,  he  must  provide  himself 
with  delivery  wagons,  if  only  to  move  his  products  off  his  farm 
to  market.  But  that  isn't  all.  The  farmer  now  is  himself  a 
creditor  and  he  has  to  do  to  his  debtor  just  what  his  creditor 
did  to  him  when  he  was  a  debtor.  The  farmer  has  to  call  on 
his  debtor  to  collect  the  money  due  and,  moreover,  the  farmer 
has  to  call  on  a  whole  lot  of  strangers  in  order  to  market  or 
even  peddle  off  in  some  way  the  crops  he  has  raised. 

We  must  remember  the  vast  difference  between  having  some- 
one else  interested  in  calling  for  your  goods  and  taking  them 
off  your  hands  and  the  necessity  of  having  to  go  out  yourself 
and  dispose  of  your  product  as  best  you  can,  where  you  can 
and  to  whom  you  can. 

Again,  we  must  never  forget  that  our  changed  circumstances 
are  not  the  result  of  any  Republican  or  Democratic  policies. 
The  change  was  not  caused  by  anything  that  happened  within 
our  country,  but  is  the  result  of  what  happened  in  another  hemi- 
sphere. Our  former  creditor  customers  "went  broke"  and,  as  a 
consequence,  broke  up  the  kind  of  relations  existing  between 
them  and  us  prior  to  the  war. 

Therefore,  to  argue  in  terms  of  ante-bellum  days  is  sheer 
nonsense  and  this  brings  us  to  the  consideration  of  a  vital  busi- 
ness principle  that,  so  far  as  I  know,  has  never  yet  been  sub- 
mitted to  the  people. 

We  are  all  familiar  with  the  principle  of  protection.  We  all 
know  that  for  many  years  American  industries  have  been  estab- 
lished, nourished,  and  developed  by  a  protective  tariff,  but  no 
.one  as  yet  seems  to  have  enunciated  the  fact  that  there  are 
two  kinds  of  protection  and  that  the  kind  which  is  proper  for 
a  debtor  nation  is  of  very  little  use  to  a  creditor  nation. 

Protection  to  American  industry  means  that  the  sale  of 
American-made  or  American-grown  products  shall  not  be  pro- 
hibited by  the  influx  of  a  flood  of  cheaper  priced  non-American 
made  or  grown  products. 

Now,  if  we  once  remember  that  there  are  two  ways  of  avert- 
ing an  impending  flood,  we  shall  never  go  wrong  in  our  reason- 
Ing  and  consequently  our  policies  and  legislation  in  the  future. 


One  way  is  to  build  a  dam,  a  wall,  or  a  levee  to  resist  the 
flood.  The  other  Is  to  carry  off  the  flood  by  preparing  channels, 
"spillways"  or  other  means  of  distributing  the  devastating  waters 
so  that  your  own  domain  may  be  preserved. 

The  first  and  easiest  method  is  the  tariff  wall  with  which 
we  are  so  familiar.  This  policy  worked  well  enough  so  long  as 
we  were  a  debtor  nation  and  while  the  franc,  mark,  pound  ster- 
ling and  American  dollar  were  all  supported  by  about  a  pro- 
portionately equal  gold  reserve.  But  gold  has  left  the  eastern 
hemisphere  and  come  to  America  to  such  a  disproportionate  ex- 
tent that  whatever  tariff  we  might  impose  here  is  offset  in  much 
greater  degree  by  the  fact  that  the  American  dollar  will  buy 
so  much  more  European  money  with  which  to  pay  for  European- 
made  goods  than  it  could  before  the  war. 

For  example,  a  certain  American-made  machine  can  be 
bought  here  for  $30;  a  similar  machine  of  German  make  and 
equal  quality  can  be  bought  for  $3  in  American  money,  because 
ten  times  as  many  German  marks  can  be  bought  for  an  Ameri- 
can dollar  now  as  could  have  been  bought  for  a  dollar  in  1914. 
What  tariff  could  possibly  be  levied  that  would  overcome  such 
a  difference  in  the  original  purchase?  Nothing  short  of  an  actual 
embargo  would  prevent  the  importation  of  the  German-made  ma- 
chine, and  embargoes  are  desperately  dangerous  expedients,  pro- 
vocative of  international  ill  feeling  and  sometimes  war.  So  a 
tariff  wall  won't  work  now  as  it  did.  But  there  is  a  form  of 
protection  that  will  work,  and  that  is  the  intelligent  use  of  ships 
by  American  citizens — ships  that  will  intercept  the  flood  of 
European-made  commodities,  distribute  them  all  over  the  world 
by  the  process  of  re-export,  and  thus  perform  the  double  function 
of  enabling  American  creditors  to  receive  payment  from  their 
debtors  and  at  the  same  time  protect  American  products  from 
overwhelming  and  paralyzing  competition. 

There  is  nothing  new  or  startling  in  such  an  id£a.  All  cred- 
itor nations  in  the  past  have  had  to  do  just  this  very  thing. 
It  is  only  the  application  of  such  a  policy  to  American  require- 
ments that  is  new,  and  it  is  only  new  because  our  own  status 
as  a  creditor  nation  is  so  surprisingly  new. 

Thus  it  follows  that  anyone  who  suggests  that  the  American 
merchant  marine  should  be  scrapped  is  unconsciously  advocating 
economic  suicide. 

All  the  fuss  about  United  States  Shipping  Board  vessels 
and  past  extravagancies,  about  the  iniquity  of  subsidies,  and  so 
forth,  is  beside  the  mark.  It  is  the  future  we  have  to  face.  How 
to  collect  $18,000,000,000  that  is  owed  to  us  by  other  nations 
and  nationals  without  very  seriously  impairing  the  status  of 
American  industry  as  already  existing.  This  is  the  problem. 

With  these  truths  embedded  in  his  mind,  the  voter  cannot 
go  wrong.  His  own  good  sense  will  bring  him  to  a  right  con- 
clusion. He  doesn't  talk  about  subsidizing  his  feet  when  he 
buys  a  pair  of  shoes.  He  gets  them  because  he  can't  get  along 
without  them,  and  ships  are  a  creditor  nation's  shoes.  More- 
over, a  man  can't  go  around  on  another  person's  feet — he  has 
to  use  his  own.  So  must  a  nation. 

To  say  that  we  can  use  the  ships  of  other  nations  now  is 
sheer  folly.  It  was  not  folly  in  1914,  because  then  we  were 
world  debtors  and  our  creditors  called  for  our  goods  in  payment 
of  our  debts  to  them. 

But  no  one  is  interested  in  calling  at  our  ports  now  to  col- 
lect a  debt.  On  the  contrary,  we  have  to  go  forth  to  all  manner 
of  ports  in  all  manner  of  places  to  try  and  get  rid  of  the  com- 
modities that  we  must  sell  if  American  factories  are  to  be  kept 
running  and  if  American  labor  is  to  be  regularly  employed. 

It  is  folly  to  imagine  that  we  could  market  our  products 
abroad  if  we  were  to  depend  entirely  on  the  ocean  delivery 
wagons  of  other  countries  whose  nationals  are  themselves  try- 
ing to  sell  the  same  kind  of  goods  to  the  same  people  we  are 
trying  to  sell  to.  This  is  childish  and  asking  too  much  of  human 
nature. 

Therefore,  the  American  merchant  marine  must  be  main- 
tained, at  whatever  cost,  not  as  a  favor  to  those  who  happen 
to  be  ship  operators,  but  because,  without  its  own  sips,  a  cred- 
itor nation  cannot  exist. 

This  brings  us  to  the  next  detail— shall  the  U.  S.  govern- 
ment operate  American  ships? 

The  answer  is  "No,"  and,  really,  in  view  of  our  own  experi- 
ence of  the  dismal  failure  that  government  has  made  in  its 
attempt  to  run  railroads,  ships,  and,  indeed,  any  business,  argu- 
ment on  that  score  need  not  be  wasted. 

Thus  we  are  driven  to  the  conclusion  that  American  ships 
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must  be  operated  by  American  citizens  and  no  American  citizen 
will  or  can  attempt  to  run  ships  in  foreign  trade  unless  our  navi- 
gation laws  are  so  framed  that  he  can  do  so  with  some  chance 
of  fair  profit  in  the  business. 

American  ship  operators  have  to  run  their  ships  on  the  high 
seas  in  competition  with  the  ship  operators  of  other  countries. 
This  is  a  very  different  kind  of  competition  from  that  which 
prevails  within  the  United  States  between  our  own  citizens.  It 
is  harder  and  less  altruistic. 

Therefore,  some  of  the  provisions  in  the  La  Follette  law, 
which  were  the  result  of  kindly  feeling  and  sentiment  and  a 
desire  to  make  the  sailor's  life  easy  and  to  shorteen  his  day's 
work,  must  be  amended. 

When  you  are  training  for  a  race  or  a  prize  fight  you  don't 
begin  by  making  things  "soft  and  easy"  for  your  man.  On  the 
contrary,  if  a  runner,  he  must  run  his  heart  out  if  necessary; 
if  a  prize  fighter  he  has  got  to  be  as  hard  as  nails  and  fight  to 
a  knockout.  Otherwise  your  man  is  no  good.  When  America 
undertakes  to  compete  with  the  world  her  men  must  be  just  as 
tough  and  enduring  as  those  of  other  nations,  and  just  as  able 
to  do  a  long  day's  work  on  spare  diet  as  any  other  kind  of  sea- 
men. Otherwise  quit.  But  if  we  do  quit,  every  man,  woman 
and  child  in  the  country  will  suffer.  Do  you  expect  to  have 
strong  fighting  men  by  feeding  them  "pap"? 

As  to  subsidy,  or  differential  duties,  naval-reserve  pay,  or 
whatever  means  may  be  adopted  to  make  the  seafaring  life  more 
attractive,  there  is  but  one  answer — "pay" — remembering  that 
ship  operators  cannot  and  should  not  pay  all  of  the  extra-priced 
sailors'  wages  because  the  sailor  exists  for  two  purposes;  first, 
to  run  American  ships  in  competition  with  those  of  other  na- 
tions, and,  second,  for  the  general  good  of  the  United  States 
government  and  its  people. 

P.  H.  W.  Ross,  President, 
National  Marine  League  of  the  U.  S.  A. 

New  York,  N.  Y.  Aug.  16,  1921. 


Editor  The  Traffic  World: 

It  would  seem  that  the  best  answer  to  this  question  is 
England.  And  also  Germany.  Notwithstanding  the  forceful, 
enterprising  and  forward-going  nature  of  their  peoples,  it  is 
tjuite  beyond  all  reason  to  think  either  could  have  attained  the 
position  occupied  up  to  1914  in  world  commerce  and  consequent 
wealth  if  they  had  depended  upon  the  merchant  marine  of  some 
other  nation — say,  France — to  carry  their  cargoes — assuming 
that  France  had  sufficient  ships  and  was  amply  able  to  do  so. 
In  performing  such  service  it  is  not  even  problematical  as  to 
what  percentage  of  the  cream  of  their  trade  France  would  have 
found  and  taken  away  from  them. 

That  both  England  and  Germany  fully  appreciate  its  vast  pos- 
sibilities and  regard  a  merchant  marine  of  their  very  own  as  an 
absolute  essential  to  progress  and  prosperity  is  fully  evidenced  by 
the  undiminished  efforts  each  is  now  making  in  the  direction  of 
building  one  up — including  propaganda  and  the  slashing  of  rates 
—that  will  compete  with  and  very  possibly,  unless  we  are  wise, 
drive  American  shipping  from  the  seas.  And  nothing  has  yet 
been  said  of  what  Japan  is  doing  along  similar  lines. 

The  question  as  to  what  shall  be  done  is  one  for  the  Ameri- 
can people  to  decide.  They  have  never  yet  failed  to  arrive  at 
the  right  solution  of  any  problem  which  they  have  had  a  chance 
to  consider  and  understand  and  neither  will  they  fail  to  dispose 
of  this  one  correctly  if  the  opportunity  is  afforded  them. 

The  proposition  is  not  so  one-sided  as  it  might  appear  at 
first  glance,  either.  If  Bill  Jones  is  taxed  to  support  an  enter- 
prise by  which  John  Smith  makes  money,  doesn't  John  Smith 
buy  bacon  and  flour  from  Bill  Jones  and  doesn't  he,  in  turn, 
buy  them  from  the  western  miller  and  farmer?  Every  ship  that 
lands  at  a  port  of  final  discharge  spends  for  dockage,  labor, 
outfitting,  painting,  minor  repairs,  and  the  like,  from  ten  to 
twenty  thousand  dollars,  every  one  of  which  is  circulated  through 
Bill  Jones  et  al.  all  the  way  back  to  the  original  farm  hand  who 
has  a  job  because  the  farmer  he  works  for  needs  corn  to  feed 
the  hogs  that  make  the  bacon  that  fills  the  cars  that  pay  the 
railroad  six  per  cent. 

Wouldn't  the  ships  of  our  own  merchant  marine  do  their 
principal  outfitting  here,  make  their  major  repairs,  bring  more 
work  to  our  machine  shops  and  do  more  to  help  everybody  from 
the  carpenter  to  the  manufacturer  of  paint,  than  foreign  ships? 
.  Everybody  is  "viewing  with  alarm"  the  well-advertised  fact 
that  there  are  nearly  six  million  people  out  of  work  in  this 
country,  and  almost  everybody  is  trying  to  "think  up"  some  way 
to  take  care  of  this  situation.  Arthur  Brisbane,  in  a  recent 
editorial,  suggested  that  the  government  reclaim  arid  lands  by 
irrigation  and  thus  provide  farms  free  to  the  unemployed.  This 
course  would  involve  an  enormous  expenditure  to  be  paid  for 
by  the  identical  taxpayer  who  is  the  recipient  of  so  much  edi- 
torial solicitude  in  considering  the  question  of  a  merchant  marine. 
If  the  merchant  marine  were  thrown  into  the  discard,  to  what 
extent  would  the  army  of  the  unemployed  be  increased?  Or 
how  much  could  it  be  decreased  by  a  well-manned  merchant 
marine?  Would  the  latter  not  be  more  adaptable  to  many,  and 


would  it  not  be  cheaper  as  well  as  more  sensible  than  to  offer 
farms  regardless  of  adaptability? 

The  theory  that  our  flag  should  be  found  on  every  sea  is 
right  and  can  be  proved  so.  Individual  transactions  constitute 
the  details,  which,  en  masse,  go  to  make  up  the  sum  of  a  na- 
tion's business.  We  can  buy  anywhere  because  our  money  is 
worth,  the  world  over,  one  hundred  cents  to  the  dollar.  There- 
fore, our  competition  lies  in  exports — the  selling  end  of  the 
world's  trade.  Enters  here  the  individual  salesman.  The  ag- 
gregate of  individual  sales  abroad  constitutes  the  sum  of  our 
exports.  The  field  for  competition,  especially  with  England  and 
Germany,  is  outside  of  Europe  and  at  places  where  a  good  per- 
centage of  merchant  salesmen  take  passage  on  the  ships  that 
carry  their  goods. 

When  a  ship  enters  a  port  it  is  not  the  ship  that  counts;  it 
is  the  flag  it  sails  under  that  strikes  the  mind  and  its  appeal 
is  irresistible.  Its  effect  is  psychological.  It  demands  and  takes 
certain  tribute.  Anyone  who  has  viewed  the  arrival  of  a  foreign 
ship,  whether  he  has  any  imagination  or  not,  will  bear  witness 
to  this.  If  he  is  unimaginative  and  has  mind  for  little  other 
than  business,  that  flag  at  the  very  least  is  a  certification  to 
him  of  the  ship,  the  freight  it  carries,  and  almost  a  letter  of 
credit  for  the  merchant  who  may  disembark  from  it — if  he  is 
a  merchant  of  the  country  it  represents.  It  is  a  verification  of 
him  and  a  voucher  for  his  stability.  It  is  quite  easy  to  imagine 
the  advantage  he  would  have  over  a  competitor  arriving  on  the 
same  ship  but  hailing  from  another  country. 

Our  ships  are  emissaries  and  our  flag  represents  us.  Aside 
from  mail-order  houses,  does  any  concern  in  this  country  sell 
goods  that  amount  to  much  without  personal  representation,  or 
would  a  contractor  consider  having  his  bids  for  an  important 
work  presented  by  a  competitor? 

It  is  this  writer's  belief  that  our  flag  should  be  found  in 
every  port  and  that  every  man  in  this  country  should  consider 
the  ship  that  carries  it  as  his  own  personal  representative  and, 
furthermore,  be  willing  to  pay  his  share  of  the  cost  of  such 
representation  if  need  be — which,  by  the  way,  has  so  far  only 
amounted  to  about  one-fifth  of  what  his  present  railroad  service 
costs  him. 

Anyhow,  Bill  Jones  has  got  to  help  feed  John  Smith  and 
John  Smith  has  got  to  help  feed  Bill  Jones,  and  both  may  as 
well  become  reconciled  to  the  condition. 

T.  D.  Sadler, 

Traffic  Manager  for  the  Board  of  Commissioners  of  the  Port 
of  New  Orleans. 

New  Orleans,  Aug.  22,  1921. 


GREAT  LAKES  TO  OCEAN  WATERWAY' 

A  saving  in  transportation  costs  to  goods  destined  to  the 
United  Kingdom  and  western  and  northern  Europe  would  make 
itself  economically  felt  to  an  inland  area  of  the  United  States 
inhabited  by  41,000,000  persons,  were  the  St.  Lawrence  ship 
canal  project  carried  out,  according  to  Dr.  R.  S.  MacElwee,  direc- 
tor of  foreign  studies  at  Georgetown  University,  and  former 
director  of  the  Bureau  of  Foreign  and  Domestic  Commerce,  who 
addressed  the  Chicago  World  Trade  Club,  August  22,  on  the 
subject  of  "Bringing  Ocean  Ships  to  the  Heart  of  America." 

"The  improvements  already  in  operation  on  the  St.  Law- 
rence-Great Lakes  waterways  save  the  people  of  the  United 
States  $137,000,000  annually,"  he  said.  "The  present  project 
would  cost  only  $137,000,000,  which  cost,  according  to  present 
plans,  would  be  spread  over  seven  years.  To  a  country  which 
thinks  but  little  of  adding  or  subtracting  $100,000,000  to  or  from 
its  annual  naval  appropriations,  a  sum  of  $20,000,000  per  year 
for  seven  years  should  appear  small. 

"Moreover,  the  cost  of  this  project,  according  to  engineers, 
would  be  wholly  amortized  within  a  space  of  from  15  to  30  years 
by  profits  from  the  sale  of  7,500,000  horsepower  which  would  be 
developed,  and  these  profits  would  also  pay  the  cost  of  mainte- 
nance." 

The  plan  as  sponsored  by  the  St.  Lawrence-Tidewater  Asso- 
ciation, in  behalf  of  which  Dr.  MacElwee  spoke,  consists  of  a 
35-mile  canal  to  overcome  a  stretch  of  rapids  below  Ogdens- 
burg,  N.  Y.,  which  is  at  present  the  only  barrier  to  the  possi- 
bility of  ocean  vessels  coming  directly  to  Great  Lakes  ports. 
The  speaker  dwelt  on  the  possibilities  of  the  project,  to  which  he 
himself,  he  said,  had  to  be  converted  in  the  first  instance.  He 
said  that  he  believed  it  would  also  aid  the  railroads  because 
the  industrial  development  which  would  follow  the  introduction 
of  ocean  shipping  to  Great  Lakes  ports  would  give  the  railroads 
more  high-class  tonnage  to  haul.  "The  more  milk  they  have  the 
more  cream  they  can  skim  off,"  he  said. 


ASK    LOWER   RATES 

A  reduction  in  freight  rates  on  farm  and  ranch  products 
and  repeal  of  those  sections  of  the  transportation  act  which 
advocates  of  states  rights  in  the  matter  of  rate  and  railroad 
regulation  contend  have  wiped  out  state  control  was  urged  in 
a  resolution  from  the  Texas  legislature  submitted  in  the  Senat 
August  19  by  Senator  Sheppard. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

i  Digests  taken  from  Reporters  and  Digests   of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 

Director-General   Authorized   to   Lmit   Recovery  for   Loss  of   Bag- 
gage  in   Intrastate  Transportation: 

(Supreme  Court  of  Appeals  of  Virginia.)  Under  Federal 
Control  Act  (U.  S.  Comp.  St.  1918,  U.  S.  Comp.  St.  Ann.  Supp. 
l!tl!),  pp.  3115%a-3115%q),  Director-General  of  Railroads  had 
authority  to  promulgate  a  baggage  regulation  limiting  the  amount 
of  recovery  where  baggage  was  lost  to  $100,  where  no  value 
WHS  declared  on  intrastate  as  well  as  interstate  transportation. — 
Mines,  Director-General  of  Railroads  vs.  Burnett.  107  S.  E.  Rep. 
167. 

Notice  on   Back   of  Check  of   Limitation  of  Liability  for   Loss   of 
Baggage    Held   Sufficient: 

A  notice  on  the  back  of  a  check  delivered  to  passengers, 
under  the  title,  "Notice  to  Passengers,"  stating  what  was  covered 
by  the  word  "baggage,"  and  that  "liability  for  baggage  is  limited 
to  wearing  apparel  not  to  exceed  $100  in  value,"  held  sufficient 
notice  to  passengers  of  a  regulation  which  was  promulgated, 
filed,  and  published  by  the  Director-General  of  Railroads  under 
the  Federal  Control  Act.— U.  S.  Comp.  St.  1918,  U.  S.  Comp. 
St.  Ann.  Supp.  1919,  pp.  3115%-3115%q.— Ibid. 
Regulation  Requiring  Value  of  Baggage  to  Be  Declared  Not  Un- 
reasonable: 

A  regulation  of  the  Director-General  of  Railroads  under 
Federal  Control  Act  (U.  S.  Comp.  St.  1918,  U.  S.  Comp.  St.  Ann. 
Supp.  1919,  pp.  3115%a-3115%q),  requiring  value  of  baggage  to 
be  declared,  and  an  additional  sum  paid  where  the  baggage  was 
of  greater  value  than  $100,  was  not  unreasonable. — Ibid. 
Presumed  on  Appeal  That  Appointment  of  Special  Judge  Was 
Regular;  Objection  to  Special  Judge  Must  Be  Made  Below: 
(Appellate  Court  of  Indiana,  Div.  No.  1.)  Where  the  record  is 
wholly  silent  as  to  appointment  of  special  judge,  a  presumption 
will  arise  that  it  was  duly  made,  and  if  his  authority  was  not 
questioned  until  after  the  trial  was  had  or  judgment  rendered, 
all  objection  based  on  the  absence  of  an  appointment  in  con- 
formity with  the  statute,  which  might  have  been  properly  and 
successfully  made  if  timely  presented,  will  be  deemed  waived. — 
Michigan  Cent.  R.  Co.  vs.  S.  J.  Peabody  Lumber  Co.,  131  N.  E. 
Rept.  841. 

Terminal    Carrier    Entitled    to    Recover    Charges,    Though    Ship- 
ment  Is   Misrouted. 

Terminal  carrier  has  a  right  to  pay  the  charges  of  initial 
carrier  and  collect  the  same  of  the  shipper  or  consignee,  though 
the  shipment  is  improperly  routed. — Ibid. 

Paragraph    Purporting    to    Answer   All    of    Complaint    Insufficient 
as   Partial  Answer: 

Where  a  paragraph  assumes  to  answer  the  whole  com- 
plaint, or  some  item  or  particular  thereof,  and  fails  to  do  so,  it 
will  be  held  insufficient  on  demurrer. — Ibid. 

Overruling   Demurrer  to   Insufficient  Paragraph  of  Answer  Preju- 
dicial   Unless   Finding   Is   Based  on   Other   Paragraph: 
While   the   sustaining   of  a   demurrer   to   a   good   paragraph 
of  an   answer   is   not   reversible   error,   where   the  facts   alleged 
thereoi    are    provable    under    another    paragraph    of    the    plead- 
ing remaining  in  the  issues,  such  rule  does  not  apply,  where  a 
di  murrer  is  overruled  to  an  insufficient  paragraph  of  the  answer, 
unless  it  affirmatively  appears  from  the  record  that  the  verdict 
or   finding   is    based   on    such   other   paragraph   and   not   on   the 
om    to  which  the  demurrer  was  overruled. — Ibid. 
Answer  Held  Sufficient  As  Partial  Answer  in  Action  to  Recover 
Freight  and  Demurrage  Charges: 

In  an  action  by  a  carrier  to  recover  freight  and  demurrage 
charges,  paragraph  of  answer  alleging  that  amount  charged 
against  shipment  when  it  reached  destination  exceeded  the 
amount  properly  chargeable  by  a  certain  amount,  and  by  rea- 
son thereof  consignee  refused  to  accept  same,  and  thereafter 
plaintiff,  without  notifying  defendant  shipper  that  consignee 
had  refused  to  pay  the  freight  charges,  and  without  its  knowl- 
edge or  consent,  snipped  the  car  to  another  place,  where  it  sold 
the  same  in  violation  of  Burns'  Ann.  St.  1914,  pp.  3893  and  3894, 
held  a  sufficient  answer  directed  against  so  much  of  the  com- 
plaint as  sought  to  recover  demurrage,  reconsignment  and  freight 
charges  which  accrued  after  car  had  reached  destination. — 
Ibid. 

•Terminal    Carrier    N"ot    Liable    for    Wrongful    Conduct    of    Initial 
Carrier  or  Connecting  Carrier: 

A  terminal  carrier,  unless  it  is  a  party  to  a  through  con- 
tract of  shipment,  is  not  liable  for  any  negligence  or  wrongful 
conduct  of  the  initial  or  any  connecting  carrier,  in  the  absence 
of  some  statutory  provision  in  that  regard. — Ibid. 


Allegations  in   Cross-Complaint  at  to  Conduct  of  Initial  Carrier 
Held  surplusage  in  Action  by  Terminal  Carrier: 
In    an    action    by    terminal    carrier    against    shipper    to   re- 
cover  freight   and   demurrage    charges,   allegation*   In   a   cross- 
complaint   concerning   negligence   or   wrongful   conduct   on    the 
part    of   the    initial    carrier    held   surplusage,    which    could    not 
render    the    crosB-complaint    subject   to    demurrer.    If   otherwise 
sufficient,  being  based,  in  part  at  least,  on  alleged  wrongful  con- 
duct of  the  plaintiff.— Ibid. 

Shipper  Setting  Up  Cross-Complaint  for  Conversion  Must  Al- 
lege Ownership: 

In  an  action  by  carrier  against  shipper  to  recover  freight 
and  demurrage  charges,  a  cross-complaint,  setting  up  conversion 
of  the  shipment  by  an  invalid  sale,  must  allege  specifically  that 
defendant  was  the  owner  of  shipment  at  the  time  of  Its  alleged 
conversion,  and  it  was  not  sufficient  to  allege  that  defendant 
shipped  to  a  certain  consignee  who  refused  to  accept  the  ship- 
ment, in  view  of  the  rule  that  in  the  shipment  of  goods  the 
consignee  is  presumed  to  be  the  owner  thereof.— Ibid. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 
State  Statutes  as  to   Prima    Facie   Proof  of  Negligent   Delay   In- 
applicable to  Interstate  Shipment: 

(St.  Louis  Court  of  Appeals.  Missouri.)  In  an  action  for 
damages  due  to  delay  in  delivering  a  shipment  of  cattle  from 
a  point  in  Missouri  to  a  point  in  Illinois,  mere  proof  of  delay 
will  not  establish  prima  facie  the  negligence  of  the  carrier, 
for  Rev.  St.  1919,  pp.  9926,  10449,  as  to  prima  facie  proof  of 
negligence,  are  inapplicable;  the  shipment  being  interstate,  so 
that  the  liability  of  the  carrier  is  governed  by  the  rules  of 
decision  in  force  in  the  federal  courts. — Bland  et  al.  vs.  Chicago. 
&  A.  R.  Co.,  232  S.  W.  Rep.  232. 

At  Common  Law  Burden  Is  on  Plaintiff  to  Show  That  Delay  Was 
Due  to  Carrier's  Negligence: 

At  common  law  the  burden  was  on  the  plaintiff  to  show 
that  any  delay  complained  of  was  due  to  carrier's  negligence. — 
Ibid. 

Plaintiff  Has  Burden  of  Showing  That  Delay  of  Interstate  Ship- 
ment  Was    Due   to   Carrier's    Negligence: 
In  an  action  for  damages  for  delay  in  delivery  of  an  inter- 
state  shipment,   plaintiff   has   the   burden   of   showing   that   the 
delay  was  due  to  the  carrier's  negligence,  which  burden  remains 
on  plaintiff  throughout  the  entire  case. — Ibid. 
Evidence    Insufficient   to   Take   to   Jury   Question    of    Negligence 
in  Delay  of  Interstate  Shipment: 

In  an  action  for  damages  for  delay  in  delivering  an  inter- 
state shipment  of  cattle,  evidence  held  insufficient  to  carry  to 
the  jury  the  question  whether  the  delay  was  due  to  the  carrier's 
negligence,  the  shipper  merely  showing  that  the  delay  was 
occasiond  by  the  breaking  of  a  wheel  of  the  refrigerator  car, 
while  the  carrier's  evidence  showed  that  the  delay  was  not 
the  result  of  negligence. — Ibid. 
Carrier  Not  Responsible  for  Delay  in  Absence  of  Negligence. 

A  carrier  is  not  responsible  for  delay  in  delivering  a  ship- 
ment of  cattle  in  the  absence  of  negligence. — Ibid. 
Slight   Evidence  Sufficient  to   Raise  Inference  of  Carrier's  Negli- 
gence So  As  to  Make  Case  for  Jury: 

In  an  action  for  delay  in  delivering  a  shipment,  it  is 
not  only  necessary  that  sufficient  circumstances  be  shown  to 
raise  a  slight  inference  of  negligence  on  the  part  of  the  carrier 
to  make  a  prima  facie  case  for  the  jury. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Evidence   Contrary  to   Nature,   etc.,    May   Be   Disregarded: 

(St.  Louis  Court  of  Appeals.  Missouri.)  If  the  plaintiff's 
evidence  is  unbelievable  and  contrary  to  nature  and  physi- 
cal facts,  the  Court  of  Appeals  may  disregard  it  — Ray  vs 
Wabash  Ry.  Co.,  232  S.  W.  Rep.  268. 

Evidence  Held  to  Sustain.  Finding  Defendant  Railway  Jolted 
Palace  Horse  Car  and  Started  Fire: 

In  an  action  for  injuries  to  a  stallion  from  burns  while 
in  a  palace  horse  car,  evidence  held  sufficient  to  warrant  a 
finding  that  defendant  violently  jolted  or  jarred  the  car  and 
caused  a  lantern  to  fall,  therein  and  started  the  fire. — Ibid. 
Evidence  Held  to  Justify  Finding  That  Jolt  Which  Caused  Fire 
in  Horse  Car  Was  Caused  by  Car  Being  Struck  by  Engine: 
In  an  action  for  damages  to  plaintiff's  stallion  from  burns 
while  in  a  palace  horse  car  in  freight  yards,  evidence  held  suffi- 
cient to  warrant  finding  by  the  jury  that  the  jarring  and  jolt- 
ing of  the  car  which  caused  the  fire  was  caused  by  the  car 
being  struck  by  an  engine  and  that  such  striking  was  an  act  of 
negligence. — Ibid. 

Instruction  in  Action  for  Burns  to  a  Horse  Not  Error  as  Exact- 
ing Too  High  a  Degree  of  Care  in  View  of  Other  In- 
struction. 

In  an  action  for  injury  to  plaintiff's  stallion  burned  while 
in  a  palace  horse  car  in  freight  yards,  instruction  that  if  de- 
fendant railroad  and  its  employes  negligently  bumped  or 
shoved  violently  another  car  or  engine  against  the  car  contain- 
ing plaintiff's  horse,  etc.,  thereby  causing  a  lighted  lantern  to 
be  knocked  from  its  place  or  position,  and  plaintiff  or  the  at- 
tendants of  the  horse  exercised  ordinary  care  in  placing  the 
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lantern,   the  jury   snould   find   for   plaintiff,   was   not  erroneous, 
in  view  of  another  charge  defining  negligence,  as  placing  on  de- 
fendant railroad  an  obligation  to  exercise  the  highest  instead  of 
an  ordinary  degree  of  care. — Ibid. 
Verdict  Against  Defunct  Railroad  Company  Instead  of  Defendant 

Railway  Company   Harmless: 

Under  Rev.  St.  1919,  p.  1550,  the  statute  of  jeofails,  in  an 
action  against  the  W.  Railway  Company  for  burns  to  'plaintiff's 
horse  during  shipment,  the  fact  that  the  jury  returned  a  ver- 
dict against  the  W.  Railroad  Company,  a  defunct  corporation, 
which  had  been  supplanted  by  the  railway  company,  was  harm- 
less, and  did  not  affect  defendant  railway's  substantial  rights. — • 
Ibid. 
Exclusion  of  Evidence  as  to  Inconsistent  Remarks  by  Witness 

Proper  Where  Impeaching  Witness  Could  Not  Identify  Him: 

In  an  action  for  burns  to  plaintiff's  stallion  while  in  a 
palace  horse  car  in  freightyards,  testimony  of  defendant's  wit- 
nesses, members  of  the  fire  department  of  the  town,  con- 
cerning remarks  made  by  a  witness  at  the  time  about  the  negro 
boys  who  were  in  the  car  smoking  cigarettes,  held  properly  ex- 
cluded; the  witnesses  not  having  known  the  witness,  who,  they 
stated,  made  the  remarks,  and  not  being  able  to  positively  iden- 
tify him. — Ibid. 
Exclusion  of  Cumulative  Evidence  Harmless: 

In  an  action  against  a  railroad  for  injuries  to  plaintiff's  stal- 
lion burned  while  in  a  palace  horse  car  during  shipment,  ex- 
clusion of  evidence  cumulative  of  other  evidence  as  to  remarks 
made  by  a  witness  about  the  negro  boys  who  were  in  the  car 
smoking  cigarettes  held  not  reversible  error. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digest*  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 

Rural  Telephone  Company  Held  Not  a  "Common  Carrier"  Subject 

to  Supervision: 

(Supreme  Court  of  Nebraska.)  Where  several  farmers  in 
co-operation  constructed  a  rural  telephone  line,  so  as  to  con- 
nect their  farms  with  a  public  service  telephone  company  in 
town,  from  whom  they  purchased  telephone  boxes  and  rented 
transmitters,  and  were  afforded  switching  service  to  local  and 
long-distance  subscribers  over  the  lines  of  such  telephone  com- 
pany, and  paid  to  the  telephone  company  the  same  rates  as 
regular  subscribers,  but  did  not  exact  nor  receive  compensation 
for  messages  transmitted  over  their  rural  line,  and  raised  no 
revenue  except  such  sums  by  mutual  assessment  as  were 
needed  to  maintain  and  keep  in  repair  their  properties,  held  that 
they  were  not  operating  as  a  "common  carrier,"  defined  by  our 
statute  (Rev.  St.  1913,  p.  6124),  as  "telephone  companies  *  *  * 
engaged  in  the  transmission  of  messages  *  *  *  for  hire,"  and 
were  not  under  the  supervision  of  the  Nebraska  State  Railway 
Commission. — State  vs.  Southern  Elkhorn  Telephone  Co.,  183  N. 
W.  Rept.  562. 
Status  as  Common  Carrier  Not  Determined  by  Use  of  Public 

Road: 

Though  section  7418,  Rev.  St.  1913,  grants  a  right  of  way 
over  the  public  roads  of  the  state  to  "any  telegraph  or  tele- 
phone company  incorporated  or  doing  business  in  this  state," 
it  does  not  follow  that  any  one  who  erects  poles  and  strings 
telephone  wires  upon  a  public  road  is  a  telephone  company  or  a 
common  carrier. — Ibid. 
Status  of  Rural  Telephone  Line  as  Common  Carrier  Determined 

by  Purpose  and  Use: 

Though  such  a  rural  telephone  line  may  render  impractica- 
ble the  extension  of  further  telephone  service  in  that  particu- 
lar locality,  and  hence  be  a  matter  of  public  concern,  the  fact 
that  the  situation  is  of  public  interest  does  not  alone  character- 
ize the  rural  line  as  a  public  service  company,  nor  identify  it 
as  a  common  carrier.  Its  character  is  to  be  determined  rather 
by  the  purpose  for  which  the  property  is  intended  to  be  used 
and  the  actual  use  to  which  it  is  devoted. — Ibid. 
Question  as  to  Sustaining  Demurrer  to  Counterclaim  Eliminated 

by  Failure  to   File  Term   Bill  of  Exceptions  for  Such  Court 

Term: 

(Springfield  Court  of  Appeals,  Missouri.)  Where  no  term 
bill  of  exceptions  was  filed  at  the  term  at  which  the  trial  court 
sustained  plaintiff's  demurrer  to  defendants'  original  counter- 
claim, any  question  as  to  the  sustaining  of  such  demurrer  is 
eliminated  on  appeal  from  judgment. — Chicago  &  E.  R.  Co.  vs. 
I,iightfoot  et  al.,  232  S.  W.  Rept.  176. 
Federal  Decisions  on  Federal  Law  as  to  Interstate  Shipments 

Binds  State  Courts: 

Decisions  on  federal  laws  by  federal  courts  on  matters  con- 


cerning interstate  shipments  are  binding  on  the  state  courts  — 
Ibid. 

Though  Carrier  of  Interstate  Shipment  Agrees  with  Consignor 
to  Collect  the  Freight  from  Others,  Where  It  Fails  Through 
Mistake  to  Collect  the  Full  Tariff  Rates  It  Could  Collect  Bal- 
ance from  Consignor: 

In  a  carrier's  action  against  consignor  for  balance  due  for 
freight  on  an  interstate  shipment,  defended  on  the  ground  that 
the   carrier  had   agreed   to   collect   the   freight  from   others,   to 
whom  consignor  sold  the  cars  while  in  transit,  it  was  proper  to 
instruct  that  the  tariffs  were  fixed  by  the  Interstate  Commerce 
Commission  and,  if  through  a  mistake,  a  lesser  rate  was  col- 
lected,  the   difference   between   such  rate   and   the   regular  rate 
is  still  due  and  collectible  from  consignor. — Ibid. 
Filing  of  Suit  Is  Sufficient  Demand  to  Start   Running  of  Simple 
Interest  in  Carrier's  Action  for  Freight: 
The  filing  of  a  suit  is  a  sufficient  demand  to  start  the  run- 
ning of   simple   interest  upon   amount   due  the   plaintiff   carrier 
as  a  balance  for  freight  on  interstate  shipment. — Ibid. 
Question  of  Interest  Charged  Must  Be  Raised  in  Motion  for  New 
Trial: 

In  a  carrier's  action  against  consignee  for  balance  due  for 
freight,  and  objection  to  the  charging  of  simple  interest  on  the 
amount  due  is  not  properly  raised  where  there  is  not  in  the 
motion  for  a  new  trial  any  charge  that  the  judgment  was  ex- 
cessive, and  there  was  no  assignment  of  error  to  that  effect. — 
Ibid. 

In  Action  Against  Consignor '  for  Freight  Instructions  as  to 
Points  of  Shipment  and  Destination  Held  Not  to  Have  Mis- 
led the  Jury: 

In  a  carrier's  action  against  consignor  for  balance  due  on 
freight,  plaintiff's  instruction,  fixing  the  property  as  being  shipped 
from  Missouri  to  New  York,  held  not  to  have  misled  the  jury, 
where  the  evidence  clearly  showed  the  whole  transaction,  and 
that  some  of  the  cars  were  shipped  from  Chicago  and  only  one 
from  Missouri. — Ibid. 

Consignor   of    Interstate    Shipment    Is    Primarily    Liable    for   All 
Freight  Fixed  by  Law,  and  Carrier's  Recovery  Thereof  from 
Consignor  Cannot  Be  Defeated  by  Estoppel  or  Contract: 
The  consignor  of  an  interstate  shipment  is  primarily  liable 
for  the  payment  of  all  the  freight  as  fixed  by  the  terms  of  the 
law  and  Interstate  Commerce  Commission,  and  when  the  carrier 
has  failed  to  procure  the  payment  of  that  freight  it  can  recover 
from  the  consignor,  and  its  suit  will  not  be  defeated  on  account 
of  estoppel  or  contract. — Ibid. 


CUYLER  HOPES  FOR  GOOD  YEAR 

T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives,  in  a  statement  issued  in  New  York,  said  it  was 
hoped  the  railroads  would  have  aggregate  net  earnings  of  at 
least  $500,000,000  for  1921. 

"As  a  result  of  the  war,"  said  he,  "and  of  the  period  of 
federal  control,  the  earning  power  of  the  American  railroads 
was  practically  destroyed.  Net  earnings  declined  from  approxi- 
mately $934,000,000  in  1917  to  approximately  $62,000,000  in  1920. 
"The  development  of  the  American  railroads  has  been  at  a 
standstill  for  at  least  five  years.  Naturally,  no  industry  can 
grow  when  it  cannot  surely  pay  interest  or  dividends  to  those 
who  invest  their  money  in  it. 

"However,  my  belief  is  that  the  railroads  have  turned  the 
corner.  It  is  hoped  that  they  will  in  the  aggregate  make  net 
earnings  of  at  least  500,000,000  for  the  year  1921,  which  would 
be  something  less  than  a  3  per  cent  return,  but  would  cover 
the  aggregate  of  their  fixed  charges.  It  will,  however,  require 
further  drastic  reductions  in  operating  expenses  to  enable  the 
railroads  to  earn  a  6  per  cent  return  and  also  to  permit  any 
general  reduction  in  rates. 


COAL   COMPETITION 

American  coal  can  not  compete  successfully  with  British 
coal  until  production  costs  and  rail  and  ocean  freight  rates 
are  lowered,  Charles  B.  Ebbert,  representative  of  a  New  York 
coal  exporting  company,  said  in  a  statement  issued  by  the 
National  Coal  Association. 

"I  am  looking  for  only  a  very  limited  call  on  us  for  Ameri- 
can coal  for  export  for  some  time  to  come,"  said  Mr.  Ebbert. 
"If  we  expect  any  amount  of  off-shore  business,  except  under 
unusual  conditions,  we  must  get  down  the  cost  of  production 
and  get  from  the  railroads  a  much  lower  freight  rate  for  ex- 
port coal.  Also  there  should  be  sharp  reductions  in  the  ves- 
sel freight  rates  overseas. 

"We  can  hardly  hope  to  compete  with  the  Welsh  coals  while 
we  are  under  the  handicap  of  high  production  costs  and  high 
freight  rates  on  our  own  coals." 


ROADS  PROTEST  VALUATION 

Protests  against  the  final  valuations,  placed  on  their  prop- 
erties by  the  Interstate  Commerce  Commission,  have  been  filed 
by  the  Wood  River  Branch  Railroad  Co.,  the  Chicago,  Milwaukee 
&  Gary,  -the  Hoosac  Tunnel  &  Wilmington,  the  Gulf.  Texas 
&  Western,  and  the  Toledo,  St.  Louis  &  Western. 
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EXPORTER  AND  FORWARDING  AGENT 

i  Vn   :iilcii. 'ss  mi   tlir   milijrri.    "Tin'   I ii 1 1 lortanco  of  the  Forwarding 

it    t,,    Hi,.     Exporter,"    l.v    <;.><>.     M.     LcininKcr.    manager    Gene-rat 

hi     1 1, -i .in tin.'Ht,    Tin'     \v.     1-.    RIcheson    Company.    Inc..    freight 

lirokri      rirnl   f.it  w.inli-rs,    New  <>rli':<iis,   NVw    Ynrk  »nd  (inhesion,  made 

at   Hi.     nnnual    in.TtinK   of   tin-    As.sm-iatcd    Hire    Milli'ra   of  America  at 

NYW     (  II  Ir.'HIS.  ) 

I  will  endeavor,  with  your  permission,  to  show  that  the  freight 
i  or  warder  la  an  essential  factor,  specializing  in  The,jflevp|p.nni(illt 
oT  exjiort  and   foreign   trade  mailers  and  export   traffic  in  all.Jifl_ 
phases.  _, 

Briefly,  a  freight  forwarder  specializes  in  giving  exporters 
all  nl  the  information  essential  to  the  proper  carrying  on  of  the 
export  business,  and  should  be  equipped  to  handle  all  matters  of 
diis  kind  in  a  thoroughly  dependable  and  high-class  manner. 

In  such  strenuous  times  as  these,  with  declining  markets, 
and  buyers  in  foreign  countries  prone  to  take  advantage  of  the 
smallest  excuse  in  order  to  refuse  the  acceptance  of  drafts  and 
merchandise  on  arrival,  particularly  when  there  has  been  a 
sharp  decline  in  the  price  since  the  purchase  date  of  the  article, 
it  behooves  the  exporter,  the  shippers,  or  the  parties  who  con- 
template doing  an  export  business  to  handle  all  matters  per- 
taining to  shipments  and  credit,  with  the  greatest  caution. 
There  should  be  no  chances  taken  as  to  the  meaning  of  trade 
terms  by  abbreviation,  and  all  trade  terms  and  terms  of  credit 
should  be  explicitly  stated  in  letters  of  credit  and/or  other  ar- 
rangements. 

The  foreign  buyers  as  a  rule  are  honest  people,  in  their  own 
way  of  doing  business,  but  they  have  peculiarities  regarding  cer- 
tain conditions  of  trade  which  are  not  thoroughly  understood 
by  the  average  American  exporters,  and  all  foreign  buyers  are 
prone  to  take  advantage  of  technicalities  when  it  best  suits 
their  convenience,  particularly,  where  there  are  large  amounts 
of  monies  involved.  So,  as  I  have  stated  before,  in  order  to 
avoid  any  great  losses  or  serious  setbacks  in  the  possibility  of 
development  of  an  export  business,  it  is  best  to  proceed  with 
caution  and  consult  someone  who  is  thoroughly  familiar  with 
such  matters,  having  it  understood  if  freight  is  sold  C.  I.  F., 
that  no  other  charges  such  as  consul  fees,  etc.,  are  to  be  included, 
and  that  if  freight  is  sold  at  New  Orleans  whether  it  includes 
unloading  at  shipside,  or  is  being  sold  alongside  of  ship  on 
wharf,  whether  the  transfer  or  handling  charges  are  to  be  borne 
by  the  buyers  or  sellers  and  just  what  sort  of  ocean  documents 
are  required.  Whether  a  "received  for  shipmenc"  bill  of  lading 
bearing  the  steamship  agent's  signature  showing  freight  was 
in  his  possession  on  a  certain  date  will  be  accepted  by  the  buyers 
without  question  or  whether  they  will  require  bill  of  lading 
reading,  "on  hoard  of  vessel,"  bearing  a  specified  date,  which  will 
be  accepted  without  question  by  the  buyer,  or  by  the  banks 
against  an  established  credit. 

This  brings  us  into  determining  whether  there  is  any  real 
advantage  from  the  buyer's  or  seller's  standpoint  against  one 
or  the  other  class  of  bill  of  lading  and  leaves  the  following  to 
be  taken  into  consideration: 

Supposing  we  were  to -obtain  a  bill  of  lading  signed  by  an 
agent  reading  "On  Board"  dated  before  the  fifteenth  of  the  cur- 
rent month,  and  after  this  vessel  was  loaded,  it  was  necessary 
to  undergo  engine  or  boiler  repairs,  which  would  require  thirty 
days  for  completion,  it  can  easily  be  seen  that  while  we  have 
obtained  what  is  commonly  known  as  an  "on  board"  lading,  the 
shipment  would  still  be  detained  in  port  for  an  indefinite  period, 
even  though  it  was  loaded  on  vessel,  and  vessel  had  actually 
completed  its  loading.  On  the  other  hand,  we  may  have  had 
another  shipment  covered  by  what  is  known  as  a  "received  for 
shipment"  bill  of  lading  signed  by  agent,  agreeing  to  forward 
shipment  by  certain  steamer,  which  would  be  the  first  steamer 
of  that  line,  or  substitute.  This  steamer  would  arrive  in  port, 
load  the  shipment,  and  sail  within  a  reasonable  time,  probably 
ahead  of  the  same  vessel  which  has  issued  an  "on  board"  bill 
of  lading.  It  can,  therefore,  clearly  be  seen  that  the  buyers  in- 
sisting on  an  "on  board"  bill  of  lading  in  a  case  of  this  kind 
would  not  have  gained  anything  over  the  buyers  willing  to  ac- 
cept a  "received  for  shipment"  bill  of  lading.  These  instances 
are  merely  brought  before  you  for  your  consideration,  to  show 
you  how  easily  there  can  be  a  slip-up  on  established  credits  re- 
quiring certain  deliveries  and  specifying  certain  kinds  of  ocean 
documents. 

It,  therefore,  must  be  clearly  seen  by  all  who  are  now  doing 
an  export  business,  that  they  must  be  more  cautious  at  this  time 
in  clearly  understanding  the  terms  of  purchase  or  sale  than  at 
any  other  time  in  the  export  business.  The  clearer  all  of  these 
understandings  are,  the  less  trouble  it  will  mean  for  all  con- 
cerned. 

C.  I.  F.  Sales 

Now,  after  the  credits  are  established,  or  about  the  time 
it  is  desired  to  make  a  sale,  the  shipper  or  seller  should  consult 
with  the  freight  forwarder  or  ocean  freight  broker  and  try  to 
obtain  an  option  for  certain  space  at  a  given  time,  for  which, 
r  mi  which  the  sale  will  be  predicated.  If  this  cannot  be  ob- 
tained, then  the  seller,  if  selling  C.  I.  F.  (cost,  insurance  and 
freight  port  named)  should  get  a  good  idea  from  the  freight 
broker  of  the  prevailing  ocean  rate  and  whether  in  his  opinion 


this  rate  will  be  advanced  materially  In  a  short  period  of  time. 
These  discrepancies  of  small  advances  can  generally  be  taken 
care  of  In  C.  I.  F.  sales,  a*  the  margin  or  profit  usually  Includes 
these  fluctuations. 

After  the  sale  has  been  effected  and  the  credits  properly 
established  and  understood,  if  the  option  has  been  granted,  or  If 
it  has  not  been  granted,  a  contract  should  be  entered  into  be- 
tween the  shippers  and  the  steamship  company  by  the  shippers' 
freight  broker  and  forwarding  agent,  and  this  contract  should 
clearly  specify  the  due  date,  or  expected  arrival  of  the  vessel, 
and  the  sailing  date  as  near  as  possible.  It  must  be  borne  in 
mind  also,  in  this  connection,  in  offering  goods  for  sale,  that 
the  steamship  companies  are  not  inclined  except  under  extra- 
an  export  business,  that  they  must  be  more  cautious  at  this  time 
ordinary  circumstances  to  guarantee  any  specific  sailing  date, 
and  shippers  should  be  very  cautious  In  this  respect  in  offering 
goods  for  sale  so  as  not  to  incur  any  liability  in  their  behalf  by 
guaranteeing  to  have  the  goods  dispatched  by  steamer  sailing  on 
any  given  date. 

These  two  features  being  accomplished  the  credits,  and  the 
ocean  freight  space  arranged,  the  exporter  or  shipper  should 
then  place  with  the  seller,  his  factory  or  mill,  the  proper  and 
full  shipping  instructions,  giving  routing,  destination,  name  of 
vessel,  and  the  expected  due  date,  if  shipped  on  local  bills  of 
lading  to  the  port,  and  if  it  is  intended  to  be  covered  by  through 
bills  of  lading  from  point  of  shipment  to  destination,  the  book- 
ing can  be  confirmed  by  the  freight  broker  through  the  railroad 
interested,  and  through  bill  of  lading  obtained  in  this  manner. 

The  exporter  or  shipper  should  send  to  his  forwarding  agent 
a  copy  of  the  complete  instructions,  showing  the  marking  re- 
quired, packing,  and  all  the  information  essential  to  the  proper 
carrying  out  of  the  terms  of  contract. 

As  soon  as  shipment  is  loaded,  the  car  number  should  be 
furnished,  and  copy  or  original  bill  of  lading  should  be  sent  to 
the  forwarding  agent  in  order  that  he  can  trace  the  shipment 
to  the  port  and  keep  the  shipper  or  exporter  informed  as  to  the 
whereabouts  of  shipment,  advising  him  of  the  arrival,  arrang- 
ing for  prompt  movement  from  railroad  yard  to  shipside,  and 
loading  aboard  steamer  and  obtaining  ocean  document.  It  is 
very  much  to  be  desired  that  notice  of  shipment  from  the  in- 
terior be  given  to  the  forwarding  agent  in  order  that  he  can  co- 
operate with  the  railroads  who  in  turn  will  facilitate  the  movement 
by  placing  the  order  for  the  movement  of  the  car  as  far  in  ad- 
vance of  its  arrival  as  possible  in  order  to  save  extra  switching 
and  the  holding  out  of  cars  on  account  of  proper  instructions 
not  being  in  the  railroad's  hands  at  the  time  of  arrival. 

After  delivery  is  accomplished  ocean  bill  of  lading  can  be 
taken  out  by  the  forwarding  agent  and  handled  in  any  manner 
desired  by  the  shipper,  the  buyer,  or  the  conditions  set  forth  in 
the  established  credit.  These  ocean  documents  can  be  deposited 
in  a  local  bank  or  ladings  can  be  split  and  distributed  to  New 
York  banks  for  forwarding  abroad;  they  may  be  attached  to  the 
shipper's  draft,  which  the  shipper  will  have  already  forwarded 
to  the  forwarding  agent  or  they  can  be,  if  desired,  in  the  case 
of  branch  houses  or  regular  established  agencies  be  forwarded 
abroad  to  these  people,  or  in  any  manner  in  which  desired,  even 
so  far  as  forwarding  drafts  to  the  banks  in  foreign  countries, 
either  in  Europe,  the  West  Indies,  Central  or  South  America  for 
collection  and  remittance  direct  to  the  shipper.  This,  of  course, 
is  all  predicated  on  what  arrangeemnts  the  shipper  has  for  selling 
his  goods  in  these  different  countries,  and  what  arrangements 
he  has  for  financing  them  and  collecting  the  charges  which  are 
due  him,  not  only  for  value  of  the  goods,  but  monies  advanced 
by  him  for  freight  and  other  charges  if  such  is  the  case. 

The  forwarding  agent  will  attend  to  all  of  these  details  for 
a  small  fee  of  so  much  per  ton  or  so  much  per  car,  lending  or 
giving  his  expert  advice  in  this  connection,  whenever  required 
by  the  shippers,  giving  shortest  rail  routes,  giving  the  shipper 
the  benefit  of  his  experience  as  to  absorptions,  what  amount 
should  be  borne  by  railroads  and  what  additional  charges,  if 
any,  should  be  paid  by  shippers.  As  a  general  rule  on  all  com- 
petitive traffic,  that  is  especially  traffic  originating  at  points 
reached  by  more  than  one  railroad,  it  is  generally  understood 
that  the  cost  of  switching  from  railroad  lines'  terminals  to  ship- 
side,  and  the  cost  of  unloading  at  shipside  where  the  shipments 
are  not  made  in  mixed  car  lots,  but  on  straight  carload  basis, 
all  charges  incurred  will  be  absorbed  by  delivering  railroad. 

Then  again,  the  exporter  should  look  very  cautiously  into 
his  arrangements  for  marine  and  fire  insurance.  It  is  possible 
to  cover  insurance  on  shipments  from  the  time  they  leave  mill 
until  they  reach  destination,  and  extend  until  72  hours  there- 
after, including  generally  all  risks  for  fire  while  in  the  rail- 
road's possession,  while  being  transferred  from  railroad  to 
steamer,  while  loaded  aboard  steamer,  and  while  being  discharged 
at  destination,  either  on  to  lighters,  or  after  discharge  on  wharf 
for  a  short  period. 

Insurance  and  Shortages 

The  organization  which  I.  represent  is  in  position  to  quote 
upon  application  such  insurance  rates,  and  arrange  insurance 
when  desired.  Another  particular  advantage  in  having  represen- 
tation at  the  port  not  only  to  expedite  the  forwarding  of  the 
freight  itself,  but  it  gives  you  the  advantage  of  having  a  for- 
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warding  agent's  representative  who  is  an  expert  in  such  mat- 
ters to  keep  a  lookout  for  the  details  connected  with  the  actual 
handling  of  the  goods  themselves.  Our  organization  does  not 
only  contemplate  to  include  this  service  but  we  are  in  position 
to  report  to  you  definitely  the  condition  of  your  shipments  when 
unloaded  on  vessel's  wharf  from  cars,  and  whether  or  not  there 
are  any  shortages  existing  when  the  car  is  unloaded.  If  such 
is  the  case,  we  are  in  position  to  advise  you  immediately  by 
telegram,  if  circumstances  necessitate  this,  in  order  that  you 
can  arrange  for  duplication  of  the  shortage  at  New  Orleans,  or 
that  you  can  arrange  to  forward  same  from  interior.  Because, 
if  you  were  doing  business  with  an  unreliable  buyer  and  your 
shipment  happened  to  be  one  or  two  tons  or  a  half  ton  short 
of  the  amount  which  you  contracted  and  agreed  to  sell  to  him, 
he  might  use  this  as  an  excuse  for  refusing  shipment  upon  its 
arrival  at  destination.  Further,  if  it  is  sold  upon  an  established 
bank  credit,  calling  for  a  specified  quantity,  the  bank  may  even 
take  exception  to  the  payment  of  this  amount,  and  if  the  amount 
was  paid  over  to  you,  make  you  guarantee  to  stand  responsible 
for  any  questions  that  may  arise  by  or  on  account  of  the  refusal 
by  consignees  or  parties  by  whom  letter  of  credit  was  established, 
to  accept  shipment. 

This  is  not  only  true  of  shortages,  but  could  and  should 
also  be  made  to  apply  to  overages. 

We  are  also  in  position  on  account  of  the  supervision  given 
to  shipments  to  assist  the  shipper  as  much  as  possible  in  the 
adjustment  of  their  claim  matters  with  the  rail  lines  for  damages 
and  shortages  if  any.  While  we  do  not  solicit  or  our  service 
does  not  contemplate  the  handling  of  claims  with  the  rail  lines, 
we  are  willing  to  assist  our  regular  shippers. 

I  believe,  gentlemen,  that  I  have  covered  fairly  well  the 
handling  of  export  shipments  from  their  origin  until  forwarded 
from  seaboard,  and  if  there  are  any  gentlemen  present  who 
would  like  to  ask  any  questions  concerning  any  of  the  points 
brought  out  by  me,  I  will  be  more  than  glad  to  answer  same 
from  the  floor,  or  in  person  afterward. 

The  question  is  asked  whether  we  can  arrange  for  the  for- 
warding of  drafts  to  collect  at  destination  on  order  shipments 
with  bills  of  lading  attached,  to  which  I  reply  that  this  can  be 
arranged,  and  we  are  generally  vested  with  the  shipper's  power 
of  attorney  for  endorsing  bills  of  lading,  that  the  drafts  are 
drawn  by  shippers  and  sent  to  us  for  forwarding  through  the 
banks  either  here  or  through  whatever  port  in  the  country  or 
foreign  countries  interested. 

The  question  is  asked  whether  or  not  anything  can  be  done 
to  do  away  with  the  existing  trouble  so  far  as  shortages  are 
concerned  on  shipments  of  rice  loaded  and  sealed  at  mills  by 
rice  millers.  The  reply  to  this  question  is  that  the  speaker  be- 
lieves probably  some  arrangement  could  be  made  with  the  rail- 
roads to  have  a  joint  representative  at  the  principal  milling 
towns  count  the  contents  of  cars  and  apply  the  railroad  seal,  or 
signing  clean  bills  of  lading  without  the  S.  L.  &  C.  clause.  After 
considerable  discussion  in  this  respect  it  is  brought  out  that 
some  of  the  rail  lines  do  pay  claims  when  it  can  be  clearly  estab- 
lished that  the  shortages  occurred  after  cars  were  loaded  av 
mills  and  especially  when  the  seal  record  is  clear  from  point 
of  origin  to  destination.  It  is  suggested  that  the  rice  millers 
handle  this  matter  vigorously  to  try  and  get  the  matter  before 
the  rail  lines  in  some  concrete  definite  form  and  insist  upon 
this  being  done  by  the  rail  lines  especially  at  competitive  points. 

FLAT  $3.00  DEMURRAGE  CHARGE 

Discussing  the  proposal  of  the  demurrage  committee  of  the 
National  Industrial  Traffic  League  to  agree  with  the  carriers 
on  a  flat  $3.00  demurrage  rate,  C.  E.  Childe,  manager  of  the 
traffic  bureau  of  the  Omaha  chamber  of  commerce,  says:- 

"The  proposed  demurrage  rate  of  $3.00  per  day  would  mean 
an  increase  of  approximately  50  per  cent  over  the  present 
charges  of  $2.00  per  day  for  the  first  four  days  after  free  time 
and  $5.00  per  day  thereafter.  Statistics  show  that  the  average 
car  detention  on  which  demurrage  is  paid  is  only  a  fraction 
in  excess  of  one  day. 

"Demurrage  is  a  revenue  producer  to  the  carriers  and  a 
penalty  for  car  detention.  The  reasonableness  and  propriety  of 
the  present  and  proposed  demurrage  rates  must  be  measured 
by  two  tests,  (1)  Whether  the  rate  fully  compensates  the  car- 
riers for  the  value  of  the  car  held  by  the  shipper,  (2)  Whether 
the  rate  is  justified  as  a  penalty  to  require  prompt  release  of 
the  carriers  equipment. 

"It  is  manifest  that  the  present  charge  of  $2.00  per  day  is 
more  than  compensatory  to  the  carriers.  If  each  of  the  2,500,- 
000  cars  (in  round  figures)  owned  by  the  carriers  yielded  an 
average  daily  revenue  of  $2.00,  the  resulting  annual  income 
would  be  $1,825,000,000,  which  is  equivalent  to  return  of  more 
than  35  per  cent  on  the  value  of  the  equipment  and  about  10 
per  cent  on  the  total  value  of  the  railroads  in  the  United  States. 
The  proposed  rate  of  $3.00  per  day,  if  earned  on  all  equipment, 
would  yield  the  carriers  annually  $2,737,500,000,  which  is  more 
than  50  per  cent  return  on  the  value  of  the  equipment  and 
about  15  per  cent  on  the  total  value  of  all  railroad  property 
In  the  United  States.  • 

"The  only  justification,  therefore,  that  can  be  urged  for  a 


demurrage  rate  of  $3.00  per  day  is  that  it  is  the  penalty  charge 
required  for  the  prompt  release  of  cars.  The  reasonableness 
of  such  penalty  must  in  turn  be  determined  upon  the  following 
considerations:  (a)  whether  the  shipping  public  can  justly  be 
asked  to  pay  such  penalty,  (b)  whether  such  penalty,  if  exacted, 
would  have  the  desired  effect  of  more  promptly  releasing  the 
cars. 

"It  is  my  belief  that  by  far  the  greatest  share  of  demur- 
rage paid  is  practically  unavoidable  on  the  part  of  shippers  and 
consignees.  I  believe  that  demurrage  is  largely  due  to  irregu- 
larities of  transportation,  car  supply,  and  other  causes  beyond 
the  control  of  the  shipping  public;  that  the  number  of  shippers 
who  deliberately  hold  cars  is  insignificant,  and  should  be  re- 
garded as  non-existent,  except  perhaps  in  times  of  extreme  car 
shortage;  that  demurrage  is  not  the  remedy  to  prevent  delib- 
erate holding  of  cars;  and  that  in  any  event  it  would  be  unjust 
to  impose  heavy  penalties  upon  hundreds  of  thousands  of  inno- 
cent shippers  in  an  effort  to  punish  a  few  supposed  offenders. 

"Let  me  illustrate  some  of  the  ordinary  causes  for  demurrage 
by  taking  a  typical  small  industry  having,  we  will  say,  trackage 
capacity  for  about  three  cars  and  having  orders  placed  for 
shipment  to  it  of  one  or  two  cars  daily.  These  orders  are  placed 
with  the  shipper  with  instructions  that  the  freight  go  forward 
at  the  rate  of  one  car  per  day.  The  shipper  finds,  however, 
that  he  cannot  get  a  regular  car  supply  and  it  will  be  impos- 
sible to  ship  this  order  at  the  exact  rate  ordered.  Irregularity 
of  shipment  may  also  be  caused  by  weather  troubles,  mechan- 
ical troubles,  labor  troubles,  all  beyond  the  control  of  shippers 
or  consignee.  The  consequence  is  that  the  shipments  do  not 
go  forward  at  the  rate  of  one  car  per  day,  but  some  days  there 
are  no  cars  and  on  other  days  there  are  several  cars.  Even 
if  there  was  no  bunching  in  transit  or  at  destination,  consignee 
would  find  that  the  cars  were  delivered  to  him  more  or  less  in 
bunches  -instead  of  at  the  regular  rate  ordered.  His  track  and 
unloading  capacity  being  limited,  he  cannot  take  care  of  the 
cars  within  the  48  hour  unloading  time  and  pay  demurrage. 
The  extreme  irregularity  of  transportation  after  the  cars  are 
shipped  is  a  prime  cause  of  bunching,  and  even  if  the  cars  were 
shipped  regularly  from  point  of  origin,  they  do  not  arrive  regu- 
larly at  destination.  Bad  weather,  mechanical  troubles  and 
labor  troubles  at  destination  may  interfere  with  prompt  un- 
loading. Mistakes  in  placing  or  execution  of  orders,  quality 
and  quantity  of  goods,  insolvency,  credits,  failure  of  markets, 
etc.,  are  other  causes  of  demurrage.  For  these  the  shipper  or 
consigned  may  be  said  to  be  responsible,  but  for  the  most  part 
they  are  simply  errors  chargeable  to  human  fallibility,  which 
cannot  practically  be  prevented. 

"It  is  obvious  that  there  will  always  be  a  certain  amount 
of  delay  in  unloading  and  loading  cars,  some  of  it  the  fault  of 
the  carrier  and  some  of  it  the  fault  of  the  shipper  or  consignee 
but  very  little  of  it  the  deliberate  fault  of  either.  It  is  my  con- 
tention that  very  little  of  this  car  detention,  if  any,  could  be 
eliminated  by  an  increase  in  demurrage  charges.  Certainly  in 
times  of  normal  car  supply  or  car  .surpluses,  there  can  be  no 
justification  for  imposing  the  burdensome  penalty  of  $3.00  per 
day  for  demurrage. 

"Neither  in  my  opinion  is  the  $3.00  flat  rate  justified  in  the 
time  of  car  shortage.  Car  shortages  occur  when  business  is 
heavy  and  the  railroads  are  congested  with  traffic.  In  such 
times,  irregularities  of  transportation  are  much  greater  than  in 
normal  times  and  it  is  a  simple  impossibility  to  avoid  a  certain 
consequent  detention  of  freight  in  transportation  or  in  loading 
or  unloading.  It  must  be  recognized  that  during  such  periods 
there  are  unavoidable  reasons  for  car  detention  as  well  as 
avoidable  reasons.  The  charge  for  demurrage  for  unavoidable 
car  detention  should  not  be  in  excess  of  the  value  of  the  car 
to  the  carrier.  The  charge  for  avoidable  car  detention  in;>y 
properly  be  any  figure  stiff  enough  to  prevent  the  abuse  if 
possible. 

"The  proposed  $3.00  flat  rate  is  in  my  opinion  manifestly 
too  high  a  penalty  for  the  ordinary  unavoidable  detention  of 
cars  beyond  the  48  hour  limit.  It  is,  on  the  other  hand,  too 
small  a  charge  to  prevent  holding  of  equipment  by  shippers  or 
consignees  during  times  of  emergency.  In  my  judgment,  a 
sliding  scale  such  as  we  have  at  present,  making  a  reasonable 
charge  for  the  first  few  days  of  detention  and  a  stiff  penalty 
charge  thereafter,  is  far  better,  and  more  effective  than  a  bur- 
densome flat  rate,  such  as  the  proposed  $3.00,  which  falls  on 
the  just  and  unjust  alike. 

"The  demurrage  committee  of  the  League  advances  two 
reasons  in  support  of  the  proposed  $3.00  charge.  First,  that  the 
railroad  and  league  committees  agreed  to  confer  and  endeavor 
to  agree  upon  a  'just  and  reasonable  demurrage  rate  to  be 
applied  to  both  during  periods  of  car  surplus  and  car  shortage,' 
and,  second,  that  the  League  demurrage  committees  believe 
that  if  business  picks  up  and  another  shortage  occurs,  it  would 
be  more  difficult  to  obtain  a  $3.00  rate  than  under  the  present 
conditions  and  if,  on  the  other  hand,  business  does  not  pick 
up,  there  is  no  real  reason  why  any  one  should  pay  demurrage; 
therefore,  no  one  would  be  unduly  penalized  by  the  proposed 
change.  These  reasons  do  not  appeal  to  me.  I  believe  tha*  the 


August  27,  1921 


II 1 1C    TRAFFIC     WORLD 


419 


idea  of  a  flat  rate  to  apply  during  H  period  of  car  surplus  :im! 
car  shortage  wron  in  principle  and  unworkable  in  operation. 
If  ihnt  be  true,  the  proper  thing  for  the  League  committee  to 
iln  is  to  advise  the  Commission  that  it  nave  careful  and  earnest 
tliouyhi  to  the  proposition,  but  decided  that  a  flat  rate  was 
unwise. 

"The  proposition  to  accept  the  $3.00  rate  now  because  it 
iiiiKht  be  more  difficult  to  obtain  It  under  conditions  of  car 
whori ;m<'  indicates  lack  of  courage  and  lack  of  confidence  thai 
the  Commission  will  do  the  right  thing  in  the  future,  both  of 
which  are  wholly  unworthy  of  consideration.  As  to  the  propo- 
sition that  unless  business  does  not  pirk  up  materially  there 
is  no  necessity  for  paying  demurrage,  I  have  already  pointed 
out  that  demurrage  unavoidably  accrues  no  matter  what  efforts 
are  made  to  prevent  it. 

"Furthermore,  if  the  League  consented  to  $3.00  demurrage 
now,  when  such  rate  is  not  needed  or  justified,  there  is  abso- 
lutely no  assurance  that  such  rate  would  be  continued  in  times 
Of  severe  car  shortage.  The  Commission  is  pretty  strongly 
committed  to  Ihe  idea  that  high  penalties  are  justified  for  undue 
car  detention  in  time  of  car  shortage.  If  such  high  penalties 
would  decrease  car  detention  when  cars  are  badly  needed,  the 
shipping  public,  as  well  as  the  railroads,  would  demand  their 
imposition  and  no  agreement  would  be  of  any  avail  to  prevent 
them.  In  fact,  it  would  be  contrary  to  the  public  interest  to 
continue  a  $3.00  rate  during  time  of  car  shortage  if  it  caused 
increased  car  detention.  I  talked  the  other  day  to  the  manager 
of  the  Western  Demurrage  Bureau  on  this  subject  and  he  was 
quite  sure,  as  I  am,  that  no  alleged  agreement  now  will  preclude 
future  reconsideration  of  the  subject  if  a  higher  rate  is  deemed 
necessary  in  the  future. 

"It  is  my  belief  that  the  present  rate  of  $2.00  for  the  first  4 
days  and  $5.00  thereafter  is  much  more  equitable  and  effective 
than  the  proposed  flat  rate  of  $3.00  per  day,  both  for  use  in 
normal  times  or  times  of  business  depression,  and  in  times  of 
car  shortage;  that  the  principle  of  sliding  scale  demurrage, 
assessing  a  reasonable  charge  lor  the  first  few  days  of  deten- 
tion to  avoid  penalizing  unduly  the  man  who  unavoidably  pays 
demurrage,  followed  by  a  stiff  penalty  afterward.  To  prevent 
undue  and  abnormal  detention  of  equipment,  is  proper. 

"The  real  remedy  for  undue  and  avoidable  detention  of 
equipment  to  the  extent  that  it  may  exist,  is  cooperation  be- 
tween the  carriers  and  the  shipping  public.  Friendly  requests 
of  the  carrier  for  cooperation  in  conserving  equipment  seldom 
fail  to  get  results.  In  the  few  cases  where  drastic  remedies 
are  needed,  an  embargo  brings  results  where  a  penalty  would 
not.  In  my  opinion,  it  is  impossible  to  cure  the  problem  of  car 
de'tention  by  automatic  remedies.  The  $3.00  flat  charge  pro- 
posed by  the  committee  is  a  nostrum  which  would  gripe  and 
sicken  in  a  thousand  cases  where  it  would  cure  in  one.  I  hope 
that  each  member  of  the  League  will  vote  on  this  proposition 
as  he  would  answer  the  following  question:  'Would  the  $3.00 
charge  really  and  materially  cut  down  car  detention  by  the 
interests  I  represent,  or  would  it  simply  be  an  additional  and 
useless  burden  of  expense?'  " 


HARDING   DECLINES    INVITATION 

An  invitation  to  attend  the  annual  convention  of  the  Na- 
tional Association  of  Railway  and  Utility  Commissioners  at 
Atlanta,  October  11-13,  was  extended  to  President  Harding  by 
the  executive  committee  of  that  body  August  22.  Commissioner 
Lewis,  chairman  of  the  executive  committee,  was  spokesman 
for  it.  President  Harding  thanked  the  committee  for  its  invi- 
tation, but  said  his  attendance  would  be  impossible  because  his 
engagements  for  the  days  on  which  the  association  will  be  in 
session  made  any  thought  of  attending  that  meeting  out  of  the 
question. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
ind  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  follows:  'First  insertion,  $1.60  pel 
line:  minimum  charge,  13.00;  succeeding  Insertions,  per  line,  SOc;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED — 1-nSalle  Kxtension  University  graduate. 
throf  yc;ns'  experience  in  railroad  office,  employed  at  present,  desires 
good  position  in  t  rattle,  department  where  skilled  hrnins  are  required. 
Let  me  convince  you.  Address  .1.  K.  !>.,  Traflic  World.  Chicago. 

POSITION  WANTED — An  American  Commerce  Association  grad- 
uate without  actual  experience,  hut  with  a  real  ambition  to  make  good 
in  traflic  work,  wants  a  place  in  a  traflic  department  where  there  is  a 
el'.mee  for  advancement  when  he  is  worth  it.  Pacific  Coast  territory 
:  >'erre<1.  Write  W.  G.  C..  Traffic  World,  Chicago. 

WANTED — Young  man  stenographer  with  some  knowledge  of 
Southwestern  rates  for  traffic  organization.  Kxcellent  opportunity 
and  good  salary  to  right  party.  Address  D.  A.  M.  373,  Traffic  World, 
Chicago. 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


lerce 
Arrow 

The  most  powerful  truck  built 

The  Fierce-Arrow  Motor  Car  Company,  Buffalo,  N.  Y. 


Railroad  Accounting  Service 

Valuations — 
Cost  Statistics 

Systems  for  Accounting  Offices 

A  corps  of  thoroughly  experienced  railroad  accountants 
and  analysts  are  available  for  the  preparation  of  Federal 
Control  and  Guaranty  Claims. 

THE   ROBERTS-PETTIJOHN-WOOD   CORPORATION 

Mills  Bldg.,  Washington,  D.  C.       Twenty  East  Jackson,  Chicago 

By  Appointment— Special  Accountants,  American  Short  Line  Railroad  Am 
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PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General   Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Truffle  Swrlce  Corporation,  Colorado  Building,  Washington,  D.  C. 


Limitation  of  Amount  of  Liability  of  Express  Company 

Texas. — Question:  In  one  of  your  April  issues  you  had  an 
article  in  reference  to  the  valuation  declared  on  express  ship- 
ments. You  cited  a  case  in  the  Supreme  Court  of  Kansas  in 
August,  1915,  to  prove  that  you  could  collect  full  value  on  an 
express  shipment  even  though  no  valuation  was  shown  on  the 
shipment  at  the  time  same  was  delivered  to  the  express  company. 

We  have  a  case  up  now  with  one  of  the  tobacco  companies 
where  we  made  a  shipment  to  them  and  did  not  declare  a  valua- 
tion on  the  shipment,  which  was  returned .  by  express.  This 
shipment  did  not  reach  destination  and  they  filed  claim  and 
only  collected  about  one-half  the  value  of  the  shipment.  They 
collected  50  cents  per  pound  on  the  actual  weight  of  the  tobacco 
returned.  We  advised  them  that  they  were  in  error  in  making 
such  a  settlement  with  the  express  company,  and  cited  them  to 
the  case  you  mentioned  in  The  Traffic  World.  We  have  now 
been  advised  by  them  that  the  express  company  has  petitioned 
the  Interstate  Commerce  Commission  for  an  order  authorizing 
the  maintenance  of  express  rates  dependent  upon  the  value  of 
the  property  declared  in  writing  by  the  shipper  or  as  agreed 
upon  in  writing,  and  the  Commission  issued  supplemental  order 
in  case  4198  (43  I.  C.  C.  510-514)  instructing  the  express  company 
to  establish  a  classification  rule,  which  reads  in  part  as  follows: 

"Rates  named  in  tariffs  governed  by  this  classification  are 
dependent  upon  and  vary  with  the  declared  or  released  value 
to  be  of  or  released  to  a  value  not  exceeding  $50  for  any  ship- 
ment not  exceeding  100  pounds  or  less  or  not  exceeding  50  cents 
per  pound  actual  weight  for  any  shipment  in  excess  of  100 
pounds.  When  the  declared  or  released  value  exceeds  that  above 
stated,  the  rales  are  10  cents  greater  for  each  $100  or  fraction 
thereof  in  excess  of  the  value  Stated  above." 

It  was  further  ordered,  so  they  claim,  that  the  form,  terms 
and  conditions  of  the  uniform  express  receipt  be  amended  so 
that  they  would  read  as  follows: 

"The  company  will  not  pay  over  $50  in  case  of  loss,  or  50 
cents  per  pound,  actual  weight,  for  any  shipment  in  excess  of 
100  pounds,  unless  a  greater  value  is  declared,  and  charges  for 
such  greater  value  paid." 

We  would  like  to  know  if  they  are  correct  and  if  this  loss, 
in  your  opinion,  is  ours? 

Answer:  Apparently  the  case  to  which  you  have  reference 
is  that  of  Payne  vs.  Adams  Express  Co.,  195  Pac.  Kept.  860,  a 
digest  of  which  is  given  on  page  819  of  the  April  16,  1921,  issue 
of  The  Traffic  World.  However,  that  decision  covered  a  ship- 
ment which  moved  during  the  time  the  first  Cummins  amend- 
ment was  in  effect.  Under  the  second  Cummins  amendment  a 
carrier  may  limit  its  liability  by  establishing  and  maintaining 
rates  dependent  upon  the  value  declared  in  writing  by  the  ship- 
per or  agreed  upon"  in  writing  as  the  released  value  of  the  prop- 
erty, when  such  rates  are  authorized  or  required  by  the  Inter- 
state Commerce  Commission.  The  Interstate  Commerce  Commis- 
sion has  authorized  the  express  companies  to  publish  rates  based 
on  declared  or  released  valuations  and  the  Supreme  Court  of  the 
United  States  has,  in  the  case  of  Wells  Fargo  &  Co.  vs.  Neiman- 
Marcus  Co.,  227  U.  S.  469,  held  that  a  shipper  by  accepting  a 
receipt  reciting  that  the  carrier  is  not  to  be  held  liable  beyond 
a  specified  amount  at  which  the  property  is  thereby  valued, 
unless  a  different  value  is  so  stated,  and  thus  obtaining  a  lower 
rate  than  that  which  he  would  be  obliged  to  pay  had  he  declared 
the  full  value,  declares  and  represents  their  value  does  not  ex- 
ceed a  specified  amount.  In  this  case  the  courts  said:  "There 
is  no  substantial  distinction  between  a  value  stated  upon  inquiry 
and  one  agreed  upon  or  declared  voluntarily." 

Duty  of  Carrier  to  Furnish  Safe  and  Suitable  Equipment 
Illinois. — Question:  We  are  experiencing  some  difficulty  in 
securing  cars  which  are  properly  cleared  for  our  brick  loading. 
For  illustration,  we  received  cars  the  other  day  one  of  which 
had  the  floor  full  of  cleats  and  braces  which  we  were  obliged 
to  take  out.  Another  was  partly  full  of  debris. 

What  is  the  ruling  of  the  carriers  on  this  subject  and  is 
there  anything  carried  in  the  tariffs  or  other  railroad  publica- 
tions on  this  subject? 

Answer:    In  several  cases  the  Commission  has  discussed  the 


duty  of  the  carrier  and  shipper  with  respect  to  the  furnishing 
and  acceptance  of  proper  equipment,  the  Commission  having 
stated  that  it  is  the  duty  of  a  shipper  before  loading  a  car  to 
do  a  reasonable  amount  of  cleaning  or  repairing  when  necessary, 
but  that  the  shipper  should  refuse  to  accept  a  car  when  it  is 
wholly  unfit  for  the  purpose  for  which  it  is  ordered.  See  Bal- 
four,  Guthrie  &  Co.  vs.  O.-W.  R.  R.  &  N.  Co.,  21  I.  C.  C.  539; 
S.  W.  Mo.  Millers'  Club  vs.  St.  L.  &  S.  F.  R.  Co.,  26  I.  C.  C.  245, 
and  National  Council  of  Farmers'  Co-operative  Associations  vs. 
C.  B.  &  Q.  et  al.,  34  I.  C.  C.  60. 

In  the  first  referred  to  case  the  Commission  said: 

"No  one  can  deny  that  it  is  the  primary  duty  of  a  railroad 
to  funish  equipment  that  is  usable.  A  shipper  is  not  to  be  put 
to  the  alternative  of  either  not  shipping  at  all  or  of  recovering 
from  the  railroad  for  loss  of  the  commodity  in  transit.  It  is 
not  a  compliance  with  the  requirements  of  the  law  that  a  car 
shall  be  put  at  the  shipper's  disposal;  the  car  provided  must 
be  one  that  will  convey  the  commodity  safely  to  its  destination 
under  ordinary  circumstances. 

"In  the  event  that  the  car  furnished  is  unfit  the  shipper 
should  reject  it  and  call  for  another.  This,  it  is  said,  is  an  ex- 
pensive procedure  for  the  shipper  to  follow,  inasmuch  as  he  is 
prepared  at  the  time  when  the  cars  are  placed  to  load  them,  and 
such  rejection  occasions  a  delay  of  possibly  one  or  two  days. 
There  is  no  evidence  that  such  a  procedure  was  followed  by  the 
shippers  here;  on  the  contrary,  they  admit  that  in  order  to  make 
their  shipments  in  time  and  to  save  delay  they  coopered  the 
cars  themselves." 

We  know  of  no  ruling  of  the  carriers  on  this  subject  nor 
are  we  aware  of  any  provision  in  the  carrier's  tariffs  relating  to 
the  matter. 

Liability  of  Carrier  for   Freight   Placed   on   Sidetracks 

Louisiana. — Question:  Two  loaded  box  cars  were  placed  on 
our  private  siding,  but  we  were  unable  to  unload  them  the  same 
day  placed.  During  the  night  the  track  was  worked  by  the  yard 
engine.  The  next  morning,  upon  checking  the  track,  we  found 
that  a  new  seal  was  placed  on  one  of  the  cars  and  one  seal 
was  missing  on  the  other  car.  When  unloaded,  a  large  amount 
of  material  was  missing.  The  railroad  claimed  that  they  made 
delivery  to  us  when  cars  were  placed  on  our  private  siding  and 
they  are  not  responsible. 

Is  not  the  railroad  responsible  for  this  loss,  inasmuch  as  they 
had  access  to  our  private  siding  at  night,  and  we  have  every 
reason  to  believe  that  cars  were  pulled  from  the  track  out  into 
their  yards  and  mixed  with  other  cars  to  be  placed  on  the  switch 
next  morning? 

Please  understand  the  cars  in  question  were  handled  only 
in  switch  movement;  that  is,  from  the  wharf  to  our  warehouse. 

Answer:  In  our  opinion,  if  bills  of  lading  were  issued,  the 
liability  of  the  carrier  for  the  loss  sustained  by  you  would  be 
covered  by  the  decision  of  the  Supreme  Court  of  the  United 
States  in  Michigan  Central  Ry.  Co.  vs.  Mark-Owens  &  Co.,  case 
No.  289,  decided  October  term,  1920,  in  which  case  the  Supreme 
Court  held,  in  effect,  that  a  carrier  is  liable  for  a  period  of  48 
hours,  for  the  loss  of  goods  contained  in  cars  which  have  been 
placed  upon  the  shipper's  sidetracks,  and  this,  even  though  the 
seal  has  been  broken  and  part  of  the  goods  removed  from  the 
car,  as  we  see  no  reason  why  this  should  not  apply  to  cars 
handled  in  switch  movement,  as  this  is  a  transportation  service 
for  which  a  published  tariff  charge  is  made  by  the  carrier.  If 
bills  of  lading  were  not  issued,  the  liability  of  the  carrier  would 
be  governed  by  the  decisions  of  your  state  courts.  As  we  stated 
in  our  answer  to  "Connecticut,"  on  page  1162  of  the  May  28, 
1921,  issue  of  The  Traffic  World,  the  decisions  of  the  state  courts 
are  not  at  all  uniform. 

Liability  of  Carrier  for  Loss  of  Goods  Through  Freezing 
Minnesota. — Question:  A  car  of  potatoes  traveling  under 
Shippers'  Protective  Service  is  unreasonably  delayed  in  transit 
and  as  a  result  contents  are  frozen,  due  to  sudden  drop  in  tem- 
perature some  time  after  car  should  have  arrived  at  destination 
had  it  made  reasonably  good  time.  Claim  for  damage  is  de- 
clined, carriers  disclaiming  liability  on  account  of  heater  pro- 
tection not  having  been  provided  by  the  shippers.  At  the  time 
of  shipment  and,  in  fact,  during  the  time  car  would  ordinarily 
be  in  transit  the  temperature  was  above  freezing.  Do  you  know 
of  any  court  decision  covering  a  case  of  this  kind? 

Answer:  While  we  know  of  no  decision  of  the  courts  di- 
rectly in  point,  it  has  been  held,  in  a  number  of  cases,  that 
where  the  negligent  delay  of  a  carrier  in  transporting  goods 
has  subjected  them,  in  the  course  of  transportation,  to  a  peril 
which  has  caused  their  damage  or  destruction,  and  for  the  con- 
sequences of  which  the  carrier  would  not  have  been  liable  had 
there  been  no  negligent  delay  intervening,  the  carrier  is  liable 
for  the  loss.  This  principle  has  been  applied  in  a  number  of 
cases  to  shipments  which  have  been  lost  or  damaged  through 
floods.  There  are  cases,  however,  which  hold  that  the  carrier 
is  not  liable  under  such  circumstances.  We  see  no  reason  why 
the  same  principle  should  not  be  applied  in  the  instant  case. 

Indemnity   Bonds — Amount  of 
Ohio. — Question:    Carrier    delivers     shipment    to     customer 
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without  requiring  surrender  of  the  original  order  bill  of  lading. 
Customer's  place  of  business  is  destroyed  by  fire,  therefore,  it 
is  impossible  to  collect  from  him.  Claim  is  filed  against  carrier, 
but  in  some  manner  the  original  bill  of  lading  has  become  lost. 
The  carrier  requests  an  indemnity  bond,  which  we  are  willing  to 
furnish;  in  the  amount  of  $15,  which  is  twice  the  amount  of  the 
claim,  namely,  $7.50.  However,  the  carrier  asked  the  indemnity 
bond  for  $150,  stating  that  is  the  minimum  amount  of  an  in- 
demnity bond.  We  know  of  no  regulation  which  places  the 
minimum  amount  of  an  indemnity  bond  at  $150,  and  the  usual 
practice,  according  to  our  understanding,  is  for  a  bond  twice  the 
value  of  the  amount  involved.  Please  advise  your  opinion  re- 
garding the  matter. 

Answer:  We  know  of  no  regulation  which  places  the  mini- 
mum amount  of  an  indemnity  bond  at  $150,  but,  as  you  state, 
the  amount  ordinarily  required  is  twice  the  value  of  the  amount 
involved.  However,  in  the  instant  case,  inasmuch  as  the  orig- 
inal bill  of  lading  is  outstanding  by  reason  of  the  failure  of  the 
carrier  to  require  the  surrender  thereof  at  the  time  of  the  de- 
livery of  the  goods,  we  see  no  reason  why  the  shipper  should 
be  required  to  execute  an  indemnity  bond  protecting  the  carrier 
against  any  loss  which  might  be  sustained  by  reason  of  the 
future  presentation  of  this  outstanding  order  bill  of  lading. 

Delivery  on  Team  Tracks 

Illinois. — Question:  Can  you  name  a  law  that  requires  car- 
riers to  check  package  freight  carload,  from  car  to  wagon  when 
unloading  from  their  team  track? 

Answer:  We  know  of  no  law  which  requires  a  carrier  to 
check  package  freight  when  same  is  being  unloaded  from  a  car 
to  a  wagon  on  the  carrier's  team  track.  However,  inasmuch  as 
delivery  on  a  team  track  is  tantamount  to  a  delivery  through 
the  carrier's  station  or  warehouse,  the  shipper  is  entitled  to  a 
clear  receipt  from  the  carrier  in  the  event  the  carrier  does  not 
furnish  checking  service.  See  the  Commission's  opinion  in  Lou- 
isiana State  Rice  Milling  Co.  vs.  M.  L.  &  T.  R.  Co.,  34  I.  C.-  C.  511. 
Consignee's  Right  of  Inspection  of  Shipment  on  Order-Notify  Bill 
of  Lading. 

New  York. — Question:  In  The  Traffic  World  of  April  30,  on 
page  936,  you  answered  a  question  from  "California,"  entitled 
"Consignee's  Rights  of  Inspection  on  an  Order-Notify  Bill  of 
Lading." 

This  matter  is  very  interesting  to  us  and  we  referred  the 
subject  to  our  attorneys.  They  made  a  careful  study  of  the  case 
and  have  now  advised  us  that,  so  far  as  the  New  York  law  Is 
concerned,  it  is  their  opinion  that  we  have  misinterpreted  (lie 
courts'  holdings.  For  your  ready  reference,  I  am  sending  you 
herewith  a  copy  of  their  letter  of  August  4.  As  we  have  a 
very  large  tonnage  moving  under  order-notify  bills  of  lading 
which  frequently  do  not  show  "allow  inspection,"  we  would  ap- 
preciate it  very  much  if  you  would  look  into  this  matter  further 
and  let  us  have  your  views  as  to  whether  or  not  the  position 
taken  by  our  attorneys  is  correct  or  whether  you  still  contend 
that  the  consignee  has  the  right  of  inspection  without  the  sur- 
render of  the  order-notify  bill  of  lading  and  whether  or  not  any 
notation  to  allow  inspection  is  placed  on  the  lading. 

Answer:  Our  answer  to  "California"  on  page  936  of  the 
April  30,  1921,  issue  of  The  Traffic  World  does  not  correctly 
state  the  law  in  saying  that  the  decided  weight  of  authority  is 
to  the  effect  that  the  consignee  has  the  right  of  inspection  even 
though  the  shipper  fails  to  make  a  notation  "allow  inspection" 
on  an  order-notify  bill  of  lading.  The  holdings  of  the  courts, 
including  the  decision  of  the  Supreme  Court  of  New  York  in 
the  case  of  Earnest  vs.  D.  L.  &  W.  R.  Co.,  134  N.  Y.  S.  323,  only 
go  so  far  as  to  say  that  where  the  carrier  grants  the  right  of 
inspection,  notwithstanding  a  provision  of  the  bill  of  lading  to 
the  effect  that  inspection  is  not  to  be  permitted  unless  provided 
by  law  or  unless  permission  is  indorsed  on  the  bill  of  lading 
or  given  in  writing  by  the  shipper,  such  action  on  the  part  of 
the  carrier  does  not  amount  to  a  conversion  of  the  goods,  al- 
though it  may  result  in  a  rejection  of  the  goods  and  subsequent 
non-payment  of  the  draft  by  the  drawee. 

In  our  answer  to  "Illinois,"  on  page  1226  of  the  June  4,  1921, 
issue  of  The  Traffic  World,  we  quoted  from  the  decision  of  the 
Supreme  Court  of  New  York  in  the  case  of  Earnest  vs.  D.  L.  & 
W.  R.  Co.,  134  N.  Y.  S.  323,  and  made  the  statement  that  this 
decision,  if  followed  generally  by  the  courts,  will  mean  that  a 
shipper  must  prove  actual  damages  in  any  case  in  order  to  re- 
cover from  the  carrier  for  its  violation  of  the  bill  of  lading 
agreement  not  to  allow  inspection,  unless  authorized  by  the  con- 
signor. This  answer  is  in  accordance  with  the  views  held  by 
your  attorneys  and  properly  states  the  holdings  of  the  court  in 
that  case. 

Damages — Deduction    for   Tolerance   and    Shrinkage    in   Coal 

California. — Question:  In  your  reply  to  "Ohio,"  page  194, 
July  23,  under  the  caption  "Liability  of  Carriers  for  Loss  of 
Coal,"  you  advise  that,  in  addition  to  tolerance  resulting  from 
variation  in  scales,  tolerance  for  shrinkage  due  to  evaporation 
should  also  be  taken  into  account  in  arriving  at  the  amount  of 
damage  for  which  carrier  is  liable. 

Believing  you  are  sincere  in  your  opinion,  will  you  kindly 


advise  your  reason  for  making  this  statement,  as  it  would  occur 
to  us  that  in  case  deduction  you  referred  to  is  actually  made, 
claimant  should  be  entitled  to  the  same  allowance  in  freight 
charges  for  the  reason  coal  (tonnage)  absorbed  by  the  elements 
was  never  transported. 

In  other  words,  if  it  is  fair  to  deduct  2  per  cent  from  actual 
shortage  of  coal  in  pounds,  made  up  of  1  per  cent  tolerance  and 

1  per  cent  shrinkage,  then  it  is  also  fair  to  deduct  this  same 

2  per  cent  from  freight  charges  which  the  carriers  are  attempt- 
ing  to   overlook   in   preparing    their    figures   covering   liability. 
Kindly  advise  If  you  have  any  further  information  to  offer  on 
this  subject. 

Answer:  A  tolerance  allowance,  as  you  are  aware,  is  based 
upon  the  fact  that  no  two  scales  will  weigh  exactly  alike,  while 
a  shrinkage  allowance  is  based  upon  the  assumption  that  certain 
freight,  particularly  that  containing  moisture,  will  shrink  in 
weight  during  its  transit  from  origin  to  destination.  A  carrier, 
therefore,  should  not  be  required  to  base  its  charges  on  des- 
tination weights,  when,  in  fact,  it  has  probably  transported  all, 
in  the  case  of  tolerance,  of  the  freight  which  the  scales  show 
was  received  at  origin  and  portions  of  the  amount  represented 
by  the  shrinkage  allowance,  an  indeterminable  distance  between 
origin  and  destination.  In  making  a  settlement  of  a  claim  for 
loss  or  damage,  a  carrier  may  also,  we  believe,  properly  deduct 
these  weight  allowances,  for  the  reason  that,  if  the  assumptions 
referred  to  above  are  proper,  a  carrier  should  not  be  required 
to  pay  for  the  loss  of  or  damage  to  freight  which  experience,  in 
the  case  of  tolera-nce,  shows  may  not  have  been  damaged  through 
its  negligence,  for  the  reason  that  it  may  not  have  been  re- 
ceived for  transportation,  although  destination  scale  weight  so 
shows,  while  in  the  case  of  shrinkage  the  amount  represented 
by  the  shrinkage  allowance  may  have  been  lost  through  natural 
causes  and  not  through  the  negligence  of  the  carrier. 

Misrouting — Carrier  Liable  for  Damages  Resulting  from  Execu- 
tion of  Bill  of  Lading  Containing  Provisions  Which  Cannot 
Be  Complied  with 

Pennsylvania. — Question:  We  shipped  a  car  some  time  ago 
from  St.  Marys,  W.  Va.,  to  Gibsons  Point,  Pa.,  consigned  to  the 
Gulf  Refining  Company.  Our  supplier  at  that  time,  in  making 
out  bill  of  lading,  routed  car  via  B.  &  O.-Wilmington-P.  R.  R. 
Gibsons  Point  takes  P.  &  R.  delivery  and  not  P.  R.  R.  Due  to 
the  B.  &  O.  accepting  this  car  on  this  billing  and  moving  same 
forward,  car  necessitated  an  extra  rate  of  12  cents,  moving  from 
Grays  Ferry,  Pa.,  to  Gibsons  Point  on  the  P.  &  R.,  thus  making 
total  rate  charged  us  on  this  37%  cents,  whereas  there  should 
have  only  been  25%-cent  rate. 

The  point  we  wish  to  ascertain  is  whether  or  not  it  was 
legal  for  the  B.  &  O.  Railroad  to  accept  this  car  on  incorrect 
billing.  We  have  had  such  shipments  from  our  Oil  City  plant 
and  the  railroads  at  this  point  have  refused  cars,  as  they  claim 
that  Gibsons  Point  could  not  take  P.  R.  R.  delivery  and  re- 
quested to  be  furnished  with  a  correct  routing,  which  was  ac- 
cordingly done. 

We  wish  to  be  reimbursed,  if  possible,  for  this  extra  12  cent 
rate  charged  us,  and  would  appreciate,  your  advice  as  to  whether 
there  are  any  rulings  in  effect  which  would  cover  this  matter. 
We  believe  that  the  railroad  is  entirely  in  error,  due  to  the  fact 
that  they  accepted  this  car  for  P.  R.  R.  delivery  when  the  desti- 
nation could  not  take  this  delivery,  which  could  easily  be  found 
by  referring  to  guide  or  billing  instructions  book. 

Answer:  Conference  Ruling  No.  47'4  reads  in  part  as  fol- 
lows: "The  obligation  rests  upon  the  carrier's  agent  to  refrain 
from  executing  a  bill  of  lading  which  contains  provisions  that 
cannot  lawfully  be  complied  with  or  provisions  which  are  con- 
tradictory and  therefore  impossible  of  execution." 

We  are  of  the  opinion  that  the  initial  carrier  in  the  instant 
case  is  responsible  for  the  extra  charges  assessed  by  reason 
of  its  failure  to  advise  the  shipper  that  the  point  of  delivery 
shown  in  the  bill  of  lading  was  not  located  on  the  P.  R.  R.  and 
that  therefore  it  would  be  impossible  to  carry  out  such  routing 
instructions.  See  Hutton  &  Bourbonnais  vs.  Southern  Ry.  Co., 
50  I.  C.  C.  343;  Peerless  Wire  Fence  Co.  vs.  Wabash  Railroad 
Co.,  38  I.  C.  C.  721,  and  Union  Saw  Mill  Co.  vs.  St.  L.  I.  M. 
S.  Ry.,  40  I.  C.  C.  661. 

Application  of  Fourth  Section  to  Passenger  Fares 

Arkansas. — Question:  Will  you  advise  if  the  long  and  short 
haul  has  been  eliminated  in  passenger  and  freight  business? 
Where  a  rate  is  quoted  from  a  town  to  a  town  where  then>  is 
a  shorter  line  into  the  junction,  but  where  the  rate  is  left  open 
from  a  point  where  the  two  lines  enter  same  junction  point,  will 
the  intermediate  point  apply  this  rate  or  add  the  local  to  an- 
other terminal  which  is  a  higher  rate  in  the  passenger  tariffs? 
I  am  of  the  opinion  the  first  junction  rate  should  apply,  regard- 
less of  the  higher  rate  from  an  intermediate  junction  point. 

Answer:     The  long-and-short-haul  clause  is  covered  by  sec-  j 
tion  4  of  the  act  to  regulate  commerce  and  is  still  in  force.     Un- 
less the  tariff  which  names   the  rate  of  fare  into  the  junction  i 
has  a  provision  (hat  the  rate  of  fare  to  such  junction  shall  be  j 
the  maximum  rate  to  intermediate  points,  such  rate  may  not  be 
applied.     In  other  words,  if  the  combination  of  fares  is  higher! 
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HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 
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417  SOUTHERN  BUILDING 


THREE  STAR  LINE 
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Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs,  L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 
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Contains  daily  all  the  information 
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SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Write  for  Particulars 

THE  TRAFFIC  SERVICE  CORPORATION 

Publither  The  Traffic  World 
418  S.  Market  Street,  Chicago 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
*GALVESTON 

and 

Los  Angeles  Harbor,  San  Francisco, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.   IRIS  Sailing  from  New  Orleans  about  September  2nd 

S.S.  ELDORADO,  Sailing  from  New  Orleans  about  September  25th 

S.S.  LAKE  HECTOR,  Sailing  from  New  Orleans  late  October 

*  When  inducements  offer. 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application. 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

Galveston,  Texas      Texas  Cily        New  York  City       San  Francisco,  Calif. 


ROUTE  YOUR  CARGO  VIA 

Mobile  r  Gulf  p  ort  r  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL  AND  MANCHESTER 

"MAIDEN    CREEK" Sailing    August    31st 

"EASTERN    SUN" Due  September    18th 

"AFOUNDRIA"     Due  October  21st 

ABERDEEN  AND  LEITH 

"SEEKONK"    Due  early  September 

ABERDEEN  AND  HULL 

"PASSAIC  BRIDGE" Due  early  October 

BRISTOL  AND  CARDIFF 
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LONDON 
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"MAIDEN     CREEK" Due  October  18th 

HAMBURG  AND  BREMEN 
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"CLAVARICK"    Due  September   8th 

"COAHOMA  COUNTY"   Due  October   3rd 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 
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than  the  rate  of  fare  to  the  junction,  the  junction  rate  of  fare 
is  to  be  applied  where  authorized  by  tariff.  It  is  to  be  observed, 
however,  that  the  rate  to  such  junction  must  be  a  local  and 
not  a  terminal  rate.  The  carriers,  as  a  rule,  when  publishing 
rates  of  fare  between  terminal  points  lower  than  the  rates  to 
intermediate  points  first  secure  fourth  section  orders  from  the 
Interstate  Commerce  Commission.  Where  such  rates  are  pub- 
lished without  first  obtaining  such  permission  they  will  be 
deemed  to  be  unlawful  and,  upon  complaint  before  the  Inter- 
state Commerce  Commission  will  be  applied  to  intermediate 
points,  unless,  after  hearing,  authority  is  granted  to  apply  a 
higher  rate  at  the  intermediate  point. 

Liability  of  Consignee  for  Value  of  Goods  and  Freight  Charges 

Thereon 

Illinois. — Question:  The  following  is  a  statement  of  facts 
In  the  case  of  a  carload  of  watermelons  arriving  at  its  billed 
destination,  covered  by  a  straight  bill  of  lading,  consigned  to 
"A."  Notice  of  arrival  was  given  to  the  consignee's  authorized 
agent  on  the  morning  following  the  day  on  which  the  car  arrived, 
who  refused  to  accept  same.  Within  some  three  or  four  hours 
after  notice  had  been  given  of  the  arrival  and  refusal  by  the 
consignee's  agent,  the  matter  was  again  taken  up  with  them  and 
they  were  advised  that  if  they  did  not  wish  to  accept  shipment 
the  matter  would  be  handled  with  all  concerned  for  disposition, 
at  which  time  they  advised  same  would  be  accepted  by  them, 
which  was  taken  in  good  faith  by  the  carrier's  representative. 

The  amount  of  freight  charges  due  on  the  car  and  other 
shipments  consigned  to  them  was  given  to  the  consignee,  with 
a  request  that  payment  be  made,  at  which  time  they  stated  the 
charges  would  be  taken  care  of,  no  mention  being  made  at  that 
time  of  their  intention  to  refuse  same. 

Some  three  or  four  days  later,  when  the  freight  charges  had 
not  been  paid  and  another  request  made  of  them  to  pay  charges, 
consignee's  agent  paid  charges  on  all  shipments  other  than  the 
car  referred  to  in  this  case,  which  they  stated  at  that  time  was 
refused.  Investigation  developed  consignee's  agent  had  broken 
the  seals,  opened  the  car,  removed  part  of  the  contents,  and 
placed  their  padlock  on  the  car  without  notifying  the  carrier's 
representative,  which  we  understood  was  at  least  24  hours  be- 
fore the  freight  charges  on  cars  other  than  the  car  of  melons 
which  was  refused  had  been  paid. 

The  carrier  in  this  case  has  taken  the  stand  that  the  con- 
signee is  liable,  inasmuch  as  the  opening  of  the  car  and  removal 
of  a  part  of  the  contents  would  constitute  an  acceptance,  and 
have  notified  the  consignee  to  this  effect.  In  view  of  the  above 
facts  will  you  kindly  give  us  your  opinion  as  to  whether  or  not 
the  carrier  can  be  held  liable  for  damages,  and  what  recourse 
they  have  on  the  consignee  for  the  payment  of  the  freight 
charges  ? 

Answer:  Based  upon  the  facts  set  forth  above,  it  is  our 
opinion  that  the  conduct  on  the  part  of  the  carrier's  agent,  even 
in  the  face  of  two  refusals  on  the  part  of  the  consignee  to  accept 
the  goods  (in  that  the  carrier  placed  the  car  at  the  disposal 
of  the  consignee)  was  such  as  to  give  the  consignee  the  right 
to  unload  same.  As  the  consignee  did  actually  unload  the  car, 
he  thereby  accepted  the  freight  and.  he  and  not  the  carrier  is 
liable  to  the  consignor  for  the  value  thereof.  The  carrier,  by 
permitting  the  consignee  to  remove  the  freight  from  the  car  lost 
its  lien  thereon  for  freight  charges,  but  may  and  is  required 
under  the  law,  to  exhaust  its  legal  remedies  to  collect  its  freight 
charges  for  the  transportation  of  the  car. 

Delay — Recovery   of    Expenses    Incurred    by    Shipper    in    Tracing 

Goods 

Ohio. — Question:  We  wish  to  ask  your  opinion  of  the  fol- 
lowing matter: 

On  May  13,  1920,  we  shipped  a  carload  of  bicycles  to  Boston, 
Mass.,  via  "A"  Railroad  c|o  "B"  Transportation  Co.  at  "C." 
After  the  bill  of  lading  had  been  signed  by  the  railroad  company, 
probably  the  next  day,  an  embargo  was  placed  on  the  steamship 
line,  account  of  congested  conditions.  It  finally  arrived  at  "C," 
however,  and  was  held  till  September  18.  However,  under  date 
of  August  23,  instructions  were  given  the  "A"  Railroad  Company 
to  forward  the  car  all-rail  from  "C,"  which  they  failed  to  do,  for 
the  reason  that  they  were  unable  to  locate  the  car,  original  num- 
ber of  which  was  GET3233,  and  on  September  16  a  representa- 
tive of  our  company  went  to  "C"  to  try  to  locate  the  car,  which 
he  was  successful  in  doing.  However,  the  car  number  had  been 
changed  to  read  Frisco  1320246  and  the  railroad  company's  rec- 
ords had  never  been  changed,  as  far  as  the  waybill  is  concerned. 

Our  representative  even  went  to  the  freight  office  of  the 
railroad  company  and  informed  them  of  the  circumstances  and 
they  were  unable  to  locate  the  original  waybill  and  finally  dug 
up  a  copy  and  put  the  proper  information  on  same  and  car  was 
forwarded  from  "C"  September  *18.  The  railroad  company  has 
acknowledged  the  fact  that  the  representative  from  our  factory 
was  instrumental  in  locating  the  car  and  we  have  filed  a  claim 
for  the  expenses  of  the  trip  of  our  representatives  to  "C"  and 
same  has  been  declined,  the  reason  given  as  consequential  dam- 
age. 

Answer:     It  is  very  generally  held  that  necessary  expenses 


incurred  by  the  owner  of  the  goods  on  account  of  negligent 
delay  of  the  carrier  in  delivering  them  at  their  destination  may 
be  recovered. 

So  it  has  been  held  that  expenses  incurred  in  searching  for 
or  attempting  to  locate  the  goods  may  be  recovered.  Murrell 
Y*.'  Pacific  Exp.  Co.,  14  S.  W.  1098;  111.  Cent.  R.  C.  vs.  Hopkins- 
ville  Canning  Co.,  115  S.  W.  758;  Davis  vs.  Cincinnati,  etc.,  R. 
Co.,  1  Disn.  23,  12  Oh.  Dec.  (Reprint)  463  and  Haberzettle  vs. 
Trinity,  etc.,  R.  Co.,  103  S.  W.  219.  The  contrary,  however,  has 
been  held.  Sou.  R.  Co.  vs.  Coleman,  153  Ala.  266,  44  S.  837; 
Sou.  Ry.  Co.  vs.  Webb,  143  Ala.  304,  39  S.  262. 

Delay — Liability     of     Carrier    for,    when    Transportation    Is    by 
Switch    Movement 

Michigan. — Question:  Kindly  give  us  your  opinion  as  to  the 
carrier's  liability  for  decline  in  market  value  under  the  following 
circumstances: 

Car  involved  was  car  potatoes  originating  at  a  point  in  Ken- 
tucky destined  to  a  point  in  Michigan.  Bill  of  lading  executed 
specified  no  specific  routing  and  car  arrived  at  destination  over 
a  railroad  on  which  we  are  not  located.  Upon  arrival  we  noti- 
fied carrier  to  switch  car  to  railroad  on  which  we  are  located 
for  placement  at  our  industry,  and  in  making  the  switch  move- 
ment carriers  were  very  slow  and  car  which  should  have  been 
placed  to  us  on  a  Thursday  morning  was  not  placed  until  Satur- 
day afternoon.  There  is  no  market  on  potatoes  on  Saturday 
afternoon  and  the  car  could  not  be  disposed  of  Until  the  following 
Monday  morning.  In  the  meantime  the  market  had  sharply 
declined  and  we  filed  claim  for  the  difference  in  market  value 
between  date  on  which  shipment  should  have  been  placed  to 
us  had  it  made  good  movement  and  been  promptly  switched 
and  date  on  which  it  was  actually  placed.  The  railroad  com- 
pany has  declined  our  claim,  contending  that  there  was  no  un- 
reasonable delay  in  the  road  haul  and  that  carriers  cannot  be 
held  liable  for  delay  in  the  switch  movement. 

It  is  our  contention  that  in  accepting  the  orders  to  switch 
the  car  the  railroad  company  automatically  extended  the  con- 
tract and  delivery  was  not  effected  until  the  car  was  actually 
set  to  us  for  unloading  and  consequently  they  should  be  held 
liable  for  decline  in  market  value.  We  seem  to  be  unable  to 
convince  carriers  that  our  stand  is  correct  and  we  would,  there- 
fore, like  to  have  your  opinion  on  the  matter,  quoting  us  any 
court  cases  that  you  may  be  able  to  locate  in  which  this  question 
has  been  treated. 

Answer:     While  we  do  not  locate  a  decision   covering,  we 
see  no  reason  why  a  carrier  may  not  be  held  liable  in  damages 
for  negligent  delay  in  the  transportation  of  freight,  even  though 
such  transportation  is  by  switch  movement. 
Routing — Duty  of  Carrier  to  Ask  Shipper  for  Instructions  Before 

Delivering   Shipment  from    Rail-and-Water   Route  to   All- 
Rail  Route 

Texas. — Question:  On  March  6,  1920,  a  bill  of  lading  was 
taken  out  at  York,  Pa.  The  route  shown  was  M.  P.,  P.  R.  R. 
c|o  Mallory  Line.  On  May  11,  1920,  we  received  the  shipment 
at  Waco,  waybilled  from  Memphis,  Tenn.  In  other  words,  it 
moved  all-rail  on  a  combination  of  ?1.02V£,  plus  $1.44  per  cwt. 
The  rail-and-water  rate  at  that  time  was  $2,  making  an  over- 
charge of  $2.81,  account  of  carriers  diverting  shipment  to  all-rail. 
Carriers  admit  forwarding  this  without  the  consent  of  shipper 
or  ourselves,  but  claim  they  were  acting  for  the  best  interest 
of  all  concerned,  as  the  steamship  strike  was  on  all  spring  and 
summer,  and  therefore  we  would  not  have  received  the  goods 
for  months.  We  referred  them  to  Car  Service  Order  No.  1, 
effective,  we  believe,  in  May,  1920,  that  all  goods  were  to  be 
forwarded  to  destination  any  way  open,  but  at  the  rate  ap- 
plicable to  the  route  shown  on  the  bill  of  lading.  The  question 
is,  did  the  carrier  have  a  right  to  divert,  without  consent  of  the 
shipper  or  consignee,  and,  if  it  did,  what  was  the  legal  rate  to 
be  assessed? 

Answer:  It  has  been  definitely  settled  that  where  the  ship- 
ping contract  specified  a  definite  route,  the  carrier  is  not  bound 
to  forward  by  a  different  route,  where  transportation  by  the 
designated  route  becomes  impracticable.  It  has  also  been  held 
that,  if  the  exercise  of  the  shipper's  right  to  route  his  goods 
over  particular  connecting  lines  would  probably  cause  delays 
detrimental  to  the  shipper  and  carrier,  it  is  the  carrier's  duty 
to  notify  the  shipper  of  this  fact,  and  await  his  instructions. 
In  Inman  vs.  St.  Louis,  etc.,  R.  R.,  14  Texas  Civ.  App.  39,  3 
S.  W.  37,  it  was  held  that  where  the  shipper  has  made  a  choice 
as  to  a  connecting  line,  which  choice  will  probably  cause  delay, 
the  carrier  should  notify  the  shipper  of  the  fact  and  allow  him 
opportunity  to  change  the  route.  In  Fred  S.  Morse  Lumber  Co. 
vs.  L.  &  N.  R.  R.,  33  I.  C.  C.  572,  it  is  said:  "Section  15  of  the 
act  to  regulate  commerce,  as  amended,  insures  to  shippers  the 
right  to  route  their  shipments,  and,  as  we  said  in  the  case  of 
Weyl-Zuckerman  &  Co..  vs.  C.  M.  Ry.  Co.,  27  I.  C.  C.  495:  'No- 
exceptions  or  regulations  affecting  this  provision  of  the  statute 
have  been  promulgated  by  the  Commission,  and  no  stipulation 
in  the  bill  of  lading  can  operate  to  exempt  the  carrier  from  the 
duty  imposed  by  law.'  We  have  also  said  in  conference  rulings 
and  in  other  cases  that  washouts  on  connecting  lines  afford  initial 
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NEW  YORK 
BALTIMORE 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 


PHILADELPHIA 
PORTLAND,  ME. 


BOSTON 
and 

ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES,  c  unanl  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St..  Telephone  Central  2050 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


NOSA  LINE 


Monthly  Sailing*  to  Principal  Porta 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

804-1S  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  64«  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Nesv  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

Vndtr  Amerlcmn  F/«f  PASSENGERS  AND  FREIGHT  £.(<•/>/•.*»</  /«<» 

TRANS-PACIFIC  SERVICE 

"Thm  Sunihint  Bmlt  to  trim  Orient" 

San  FrancUco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot.  steamers  5.  S. 
Golden  State  (August  31st);  5.  S.  Empire  State  (October 
1st);  S.  5.  Hootier  State  (October  12th):  S.  5.  Golden  State 
(November  5th).  . 

MANILA-EAST  INDIA  SERVICE 

San  Francieco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamers  S.  5. 
Creole  State  (September  14th);  S.  S.  Wolverine  State  (Octo- 
ber 15th). 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zon* 

Passengers  and  freight  flailing*  every  10  days 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 

Mexico.  Guatemala,  Salvador,  Nicaragua,  Jamaica  and  Cuba 

5.  5.  Venezuela  sails  from  Baltimore  September  14th 

5.  5.  Ecuador  sails  from  San  Francisco  September  1 5th 

Also  four  Class  Al  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico).  Jacksonville,  Savannah,  Norfolk 

Through  bill*  of  lading  i**ued  to  and  from  point*  beyond  port  e  of  emit 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
Genera/  Pattcnger  and  Ticket  office:  621  Market  St.,  San  Francieco 

General  Offices:  508  California  Street.  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place.  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
A  msterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  MCLAUGHLIN,  Manager 
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carriers   no   excuse   for   disregarding   shipper's   routing   instruc- 
tions.    Conference  Ruling  83;  Carstens  Packing  Co.  vs.  O.  R.  R. 
&  N.  Co.,  17  I.  C.  C.  125.     The  same  principle  applies  here."     This 
same  principle  should  apply  in  the  instant  case. 
Measure  of  Damages  for  Goods  Sold  at  Contract  of  Invoice  Price, 

Where  No  Established  Market  Price  at  Destination 
Maryland. — Question:  I  appreciate  very  much  the  nice  dis- 
tinctions you  have  drawn  on  page  34  of  The  Traffic  World  of 
July  2,  1921,  in  answer  to  the  question  of  the  gentleman  from 
Minnesota  regarding  the  measure  of  damages  when  shipments 
are  sold  based  on  contract  prices,  but  I  am  still  not  quite  clear 
on  some  of  the  points  raised. 

I  have  special  reference  to  next  to  the  last  paragraph. 
Measured  by  the  view  set  down  by  you,  what  do  you  think  is 
the  measure  of  damages  on  loss  and  damage  to  the  great  bulk 
of  merchandise  shipments,  most  of  which  are  sold  at  contract 
or  invoice  prices,  there  being  no  established  market  at  points 
of  destination.  In  the  case  of  the  shipments  of  wheat  referred 
to  there  was  a  contract  .price  and  an  established  market  price 
for  the  product  at  destination  and  the  carriers,  in  view  of  the 
McCaull-Dinsmore  decision,  might  well  hold  to  their  common  law 
liability  and  measure  same  by  the  established  market  quotations. 
Would  the  fact  that  this  wheat  had  an  established  market  value 
on  date  of  delivery,  take  it  out  of  the  class  of  merchandise  ship- 
ments moving  at  invoice  prices  and  for  that  reason  be  treated 
differently  in  the  settlement  of  loss  and  damage  claims? 

Answer:  If  there  is  a  market  price  at  destination,  recovery 
may  not  be  had  when  goods  are  shipped  under  a  contract  of 
sale  for  a  stipulated  price,  for  more  than  that  amount,  if  it  is 
lower  than  the  market  price,  nor  for  more  than  the  market  price, 
if  it  is  less  than  the  contract  price,  unless  the  carrier,  at  the 
time  the  contract  of  carriage  was  entered  into  was  advised 
thereof,  in  which  event  the  recovery  would  be  one  for  special 
damages. 

If  there  rs  no  market  price  at  destination,  the  actual  or 
intrinsic  value  of  the  goods  at  destination  is  the  measure  of 
recovery,  and  the  burden  is  on  the  shipper  of  establishing  the 
value  of  the  goods  lost  or  damaged.  In  doing  so,  in  the  evenv 
of  suit,  any  facts  which  will  enable  the  jury  to  intelligently 
arrive  at  a  fair  valuation  of  the  goods  are  admissible.  Thus 
evidence  may  be  admitted  to  show  the  cost  of  the  goods,  their 
value  at  point  of  shipment  or  at  other  markets,  the  price  for 
which  other  goods  of  the  same  kind  were  previously  sold  a  short 
time  before  the  loss  or  injury  complained  of,  the  price  at  which 
the  shipper  had  contracted  to  sell  the  goods  at  the  point  of  des- 
tination, or  any  other  pertinent  facts. 

In  the  determination  of  the  fair  valuation  of  the  goods  at 
destination,  in  the  absence  of  an  established  market  therefor, 
one  or  more  of  these  elements  may  be  used,  depending  upon  the 
circumstances  under  which  the  shipment  moved  and  the  nature 
of  the  article  shipped.  The  value  at  destination  of  certain  goods 
is  a  question  of  fact  which,  in  the  event  of  suit,  must  be  settled 
by  the  court  or  jury  on  the  basis  of  all  the  evidence  brought 
to  the  attention  of  the  court  or  jury. 

As  a  matter  of  fact,  however,  the  invoice  price,  plus  freight 
charges,  in  the  majority  of  cases,  will  make  the  owner  whole 
and  in  the  voluntary  settlement  of  claims  this  factor  should  and 
will  properly  govern  in  most  instances,  although,  of  course,  the 
legal  liability  of  the  carrier  to  a  large  extent  governs  its  vol- 
untary settlement  of  claims  for  loss  or  damage. 
Undercharges — Time  Within  Which  Suit  May  Be  Filed  by  Carrier 
Illinois. — Question:  We  are  in  receipt  of  a  balance  due  bill 
from  the  railroad  company  covering  a  shipment  which  moved 
during  the  month  of  September,  1916,  and. our  records  for  this 
period  of  time  have  been  destroyed,  neither  are  we  able  to  locate 
or  secure  a  copy  of  the  tariff  covering  the  rate. 

Will  you  kindly  advise  the  time  limit  which  is  allowed  the 
carriers  to  present  balance  due  bill?  We  remember  seeing  an 
article  in  one  of  the  recent  issues  of  The  Traffic  World  regard- 
ing this  matter,  but  it  seems  that  we  are  unable  to  locate  same. 
Answer:  Section  16  of  the  interstate  commerce  act  provides 
that  all  action  by  carriers  subject  to  the  act,  for  recovery  of  their 
charges,  or  any  part  thereof,  shall  be  begun  within  three  years 
from  the  date  the  cause  of  action  accrues.  Prior  to  the  incor- 
poration of  this  provision  in  the  interstate  commerce  act,  such 
actions  were  governed  by  the  statutes  of  limitation  of  the  state 
within  which  suit  was  brought,  and,  inasmuch  as  there  is  no 
provision  in  the  interstate  commerce  act  giving  the  above  re- 
ferred to  provision  a  retroactive  effect,  it  is  our  opinion  thai  suit 
may  be  brought  within  the  period  of  time  prescribed  by  the 
state  statute,  but  not  later  than  three  years  from  date  of  the 
incorporation  of  this  provision  in  section  16  of  the  act. 

Notice  of  Claim — What  Constitutes 

Minnesota.— Question:  In  June,  1920,  we  shipped  ten  cases 
of  goods,  which  arrived  one -case  short.  The  consignee  secured 
a  notation  of  shortage  by  the  agent  of  the  delivering  line,  upon 
the  destination  expense  bill.  Unfortunately  the  claim  for  this 
shortage  was  not  made  until  ten  months  later.  Is  such  notation 
evidence  of  sufficient  notice  to  waive  the  six  months'  limitation 
in  filing  claims,  contained  in  the  standard  bill  of  lading? 


In  view  of  paragraphs  489  and  490  on  pages  336  and  338, 
respectively,  10  Corpus  Juris,  it  seems  to  me  that  this  constitutes 
sufficient  notice. 

Answer:  The  decisions  of  the  courts  with  respect  to  what 
constitutes  notice  of  claim  are  not  at  all  uniform.  It  has  been 
held  that  where  the  carrier's  agent  inspected  a  damaged  ship- 
ment and  indorsed  the  result  of  the  inspection  on  the  freight 
receipt  and  presumably  delivered  the  receipt  to  higher  officials, 
that  there  was  sufficient  notice  of  claim  in  writing  under  the 
uniform  bill  of  lading.  See  E.  H.  Emery  &  Co.  vs.  Wabash  R.  I 
Co ,  166  N.  W.  600.  However,  the  contrary  has  also  been  held. 
See  Taft  &  Vandyke  vs.  A.  C.  L.,  93  S.  E.  752. 

Therefore,  the  views  of  the  courts  of  the  state  in  which  suit 
is  brought  must  be  ascertained  in  order  to  determine  the  ques- 
tion. 
(1)    Delay— Measure    of    Damages   for.     (2)    Injury— Measure    of 

Damages  for 

Michigan.— Question:    A  car  of  sugar  is  shipped  on  June  15, 
1920   from  Little  Rock,  Ark.,  to  Traverse  City,  Mich.     On  account 
of  damage  in  transit  and  also  delay,  the  market  value  of  sugar 
was  such  that  a  loss  was  taken  of  $604.04.     The  railroad  com- 
pany, in  settling  this  claim,  at  first  contended  that  the  mark* 
value  of  sugar  on  July  19,  date  of  car  arriving,  was  5 
cwt.  and  offered  to  pay  a  very  much  reduced  amount  on  t 
claim      After  being  shown  that  their  contention  was  wrong,  they 
have  since  advised  they  will  settle  on  the  market  value  of  sugar 
at  Traverse  City  on  June  30,  and  have  increased  the  amount 
the  claim,  but  not  up  to  our  figures.     Kindly  give  us  your  opinioi 
on  this. 

Answer-      (1)   For  unreasonable  delay  in  the  transportation 
of  nearly  all  classes  of  goods  the  shipper  is  entitled  to  recove 
the   difference   between   the   market  value   of   the   goods   at   the 
time  and  place  at  which  delivery  should  have  been  made, 
their  market  value  when  delivery  was  actually  made.    In  additic 
to   this   amount,  interest  on   the   value  of   the   shipment  durm 
the  time   of   the   unreasonable   delay   is   recoverable,   under  t 
decisions  in  many  cases. 

(2)     Where  goods   are  injured  in  transit,  the  owner  i 
titled  to  recover  the  difference  between  the  value  of  the  goods 
at  the  time  and  place  of  delivery  in  an  uninjured  condition  and 
their   value   in   the   depreciated   condition   in   which   they    were 
delivered,  less  the  freight  charges  to  the  point  of  destination,  i 
they  have  not  been  paid.     Interest  is  also  recoverable,  under  t 
decisions  of  many  of  the  courts. 
Milling-in-Transit  Refunds— Party  Entitled  to  Prepaid  Shipmen 

New  York.— Question:    Billed  from  Waverly,  N.  Y.  (ex  I 
falo,  N.  Y.),  via  Erie  and  N.  Y.  O.  &  W.,  car  mids,  to  Eato: 
N.  Y.,  at  rate  of  17  cents  prepaid  in. 

We   bill    a   car   to   Oswego,   N.   Y.,   in   our   milling-m-transi 
arrangement  and  match  the  billing  against  the  billing  covering 
the  above  car.     The  rate  from  Buffalo  and  Waverly  to  Osweg( 
is  14%  cents,  and  when  cars  come  in  on  collect  billing  the  i 
road  refunds  us  the  difference  in  rate  of  2%  cents  on  the  weig 
used  out,  but  when  the  billing  is  prepaid  in  they  will  not  make 
refunds,  claiming  refunds  should  be  made  at  point  where  prepa; 
ment  is  made. 

We  have  had  several  cases  of  this  kind  and  made  claiir 
our   shippers,   but   they   are   unable   to   secure   the   refunds,   t 
agents   claiming  refunds   should  be  made   here,  etc     Would  1 
glad  to  have  your  opinion  as  to  where  refunds  should  I 
We  have  the  original  bills  of  lading  and  surrender  them  to  age 
here  on  arrival  of  cars.     Most  of  them  read  "prepaid." 

Answer-     In  our  opinion  the  refunds  in  question  should  1 
made  at  the  transit  point  to  the  party  making  the  outbound  f 
ments  upon  presentation  of  the  inbound  prepaid  freight  (expen 
bill  to  the  carrier's  agent  at  transit  point.     The  question  a 
whether  the  inbound  charges  were  prepaid  or  paid  at  the  t 
point  should  not  enter  into  consideration.     If  the  party  man 
the  outbound  shipment  is  the  lawful  holder  of  the  inbound  pre< 
paid  freight   (expense)   bill,  he  is  entitled  to  the  i 

Proof   of   Ownership   of   Straight   Consignments    Reconsigned 

Indiana— Question:    Recently  we  shipped  a  car  from  onr  ol 
our  Michigan  mills,  ordering  same  held  before  leaving  point  < 
origin,   after  bill   of   lading   was   receipted.     Bill   of  lading 
mailed  to  our  home  office  and  car  diverted  over  long-dis 
telephone  consigned  to  our  order  at  another  destination, 
while   car  service   had   accrued   on   car,   $8   demurrage   and 

^The  original  bill  of  lading  was  mailed  the  same  day  diversion 
instructions  were  placed,  but  it  did  not  reach  the  offices  of  t 
railroad  company  at  point  of  origin  until  four  days  afterwar 

It  is   our   contention   that   car   was   released   on   same 
diversion  instructions  were  placed  on  account  of  original  : 
ment  being  straight  consignment,  and  it  would  not  be  necef 
to  surrender  original  bill  of  lading,  as  our  acquaintance  pro 
ownership  of  this  car.     The  railroad  company  has  declined 
advising  that  it  is  necessary  to  surrender  original  bill  of  ladi: 
before  reconsignment  can  be  accomplished.     Please  advis. 

Answer-  Rule  3  of  the  National  Demurrage  Rules  provM 
that  orders  for  disposition  or  reconsignment,  mailed,  wired  ( 
otherwise  transmitted  and  received  the  same  day,  will  rele 
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PACIFIC  COAST  STORAGE 

The  PORT  OF  TACOMA  offers  storage  facilities 
on  its  PIER  ONE  for  the  assembling  of  shipments  of  steel 
rails,  plates,  machinery  and  all  heavy  and  bulky  cargo  at 
low  rates  and  with  generous  free  time  privileges. 

Ships  of  all  lines  call  at  this  dock. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Building 
Tacoma,   Washington 


Ship  Through  the 

Port  of  Los  Angeles 

41  Steamship  Services  Reaching  More  Than  100  World  Ports 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $5,800,000  on  waterfront  improvements,  is  now 
expending  $4,500,000  more,  and  has  voted  an  additional  $4,800,000  for  further  im- 
provements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Write  for  illustrated  Book  and  Port  Mapt 

Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


428 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  9 


cars  at  the  hour  the  orders  are  received.  The  General  Recon- 
signment  Rules  provide  that  on  straight  consignments  the  origi- 
nal bill  of  lading  should  be  surrendered  or  other  proof  of  owner- 
ship established  before  cars  can  be  reconsigned.  Under  this 
rule  it  is  not  necessary  that  the  original  bill  of  lading  be  sur- 
rendered before  shipment  can  be  reconsignd  if  proof  of  owner- 
ship can  be  established  in  some  other  manner. 

Satisfactory  proof  of  ownership  should  be  established  at  the 
time  reconsigning  instructions  are  placed  with  the  carrier's 
agent.  If  the  carrier's  agent  accepted  your  reconsigning  instruc- 
tions without  informing  you  at  the  time  that  the  reconsignment 
could  not  be  accomplished  until  bill  of  lading  was  received,  it 
is  our  opinion  that  the  shipment  should  be  considered  as  re- 
leased at  the  time  instructions  were  phoned  to  the  carrier's 
agent,  in  view  of  the  fact  that  you  had  reason  to  believe  that 
the  carrier's  agent  was  satisfied  at  the  time  that  you  had  a  law- 
ful right  to  reconsign  the  shipment.  If  the  carrier's  agent  was 
not  satisfied  that  you  were  the  owner  of  the  shipment,  he  should 
have  informed  ydu  at  the  time  you  placed  your  reconsigning 
instructions  that  it  would  be  necessary  for  the  original  bill  of 
lading  to  be  in  his  possession  before  the  car  would  be  recon- 
signed and  released  from  car  service  charges. 

Bate   to    Apply   on    Shipment    Reconsigned    After    Placement   at 
Original    Destination 

Ohio. — Question:  Please  let  us  have  your  opinion  as  to  the 
following:  Carload  of  coal  is  shipped  from  a  mine  in  Ohio, 
routed  via  Line  A  to  junction  point,  thence  Line  B  to  destina- 
tion. The  car  is  placed  on  sidetrack  at  the  plant  for  unloading 
and  charges  paid,  immediately  following  which  instructions  are 
given  to  forward  the  car  to  another  destination,  located  on  Rail- 
road C,  and  car  is  handled  by  carrier  B  back  to  junction  from 
which  they  received  it  from  carrier  A,  and  handled  thence  to 
new  destination  by  carrier  C. 

Through  rate  on  coal  in  carload  lots  is  applicable  from  point 
of  origin  to  the  second  destination  via  carrier  A  to  junction 
used  by  this  car,  thence  carrier  C.  It  is  not  possible  to  apply 
the  through  rate  from  point  of  origin  to  the  second  destination, 
plus  local  rate  from  junction  to  original  destination  and  return 
to  junction,  plus  reconsignment  charges  at  original  destination, 
or  would  the  fact  that  charges  were  paid  at  original  destination 
before  the  car  was  reforwarded  preclude  possibility  of  settle- 
ment on  this  basis?  We  may  add  that,  due  to  ignorance  of  party 
handling  the  matter  at  the  plant,  instructions  were  merely  issued 
to  reforward  the  car,  and  a  new  bill  of  lading  accepted  for  such 
forwarding. 

Answer:  Rule  12  of  General  Reconsigning  Rules  governs  in 
cases  such  as  that  outlined  by  you.  This  rule,  as  published  by 
all  carriers  prior  to  June  20,  1921,  and  by  all  carriers,  except 
the  C.  F.  A.  and  trunk  lines  at  the  present  time,  provides  for 
the  assessment  of  the  published  rates  to  and  from  the  point  of 
reconsignment,  plus  reconsigning  charge  on  shipments  recon- 
signed after  placement  at  first  destination. 

The  rule  published  by  the  Central  Freight  Association  and 
trunk  lines,  effective  June  20,  1921,  provides  for  the  protection 
of  the  through  rate  from  original  point  of  shipment  to'  final 
destination  applicable  via  the  reconsigning  point,  and  that  if 
there  is  no  through  rate  from  original  point  of  shipment  to  final 
destination  applicable  via  the  reconsigning  point,  the  tariff  rate 
in  effect  to  and  from  the  reconsinging  point  must  be  applied. 

In  view  of  the  above  rules  the  proper  rate  to  apply  on  ship- 
ment in  question  is  the  combination  over  the  first  destination 
unless  the  shipment  was  reconsigned  at  a  point  on  a  Trunk  Line 
or  C.  F.  A.  carrier  on  or  after  June  20,  1921,  and  even  then  the 
combination  over  first  destination  will  a~>ply  unless  there  is  a 
through  rate  from  original  point  of  shipment  to  final  destination 
applicable  via  reconsigning  point,  in  which  event  such  through 
rate  will  apply. 

The  fact  that  freight  charges  were  paid  at  first  destination 
covering  the  movement  from  point  of  origin  to  first  destination 
does  not  prevent  the  owner  from  reconsigning  the  shipment. 

Delay  Resulting  from  Strike 

Kansas. — Question:  On  a  car  of  flour  moving  from  Kansas  in 
May,  1920,  destined  New  York  same  was  delayed  in  transit  and 
did  not  reach  consignee  until  the  latter  part  of  August.  Due  to 
the  sharp  decline  in  price  shipment  was  refused  and  was  finally 
disposed  of  through  a  broker  at  an  approximate  loss  of  one 
thousand  dollars.  Claim  was  filed  in  regular  manner  and  was 
finally  declined  on  the  basis  that  the  delay  was  due  to  the  pre- 
vailing congestion  at  large  terminals  brought  about  by  the  switch- 
men's strike. 

Is  there  any  carrier's  liability  in  such  a  case  and  would  such 
a  case  carried  into  the  courts  of  Kansas  establish  such  liability 
in  favor  of  the  claimant? 

Answer:  In  the  Bill  of  Lading  case,'  Docket  4844,  "In  the 
Matter  of  Bills  of  Lading,"  52  I.  C.  C.  671,  the  Interstate  Com- 
merce Commission  on  page  705  said:  "Although  the  matter  is 
not  brought  in  issue,  we  are  not  satisfied  with  the  carrier's 
claim  of  exemption,  which  is  included  in  this  clause,  from  loss, 
damage,  or  delay  on  account  of  strikes  or  riots.  We  are  of  the 
opinion  and  find  that  this  provision  should  be  amended  so  as  to 


provide  that  carriers  shall  not  be  liable  for  'delay  caused  by 
riots  or  strikes,'  as  thus  modified  we  think  that  the  condition 
prescribed  proposed  by  the  carriers  would  be  in  accord  with 
the  law  and  just  and  reasonable." 

Section  416  of  Vol.  10  of  Corpus  Juris  contains  the  following 
statement:  "The  carrier  is  liable  for  the  negligent  or  wrongful 
acts  of  its  servants  during  the  course  of  its  employment,  and 
therefore  if  its  employes  go  on  a  strike,  abandon  the  perform- 
ance of  goods  in  their  charge  or  control,  the  carrier  is  liable, 
the  delay  being  due  to  the  employes'  wrongful  acts,  and  after 
the  employes  have  quit  the  carrier's  employment  it  is  its  duty 
to  promptly  supply  their  places,  if  practicable.  But  where  the 
strike  which  caused  the  delay  Is  not  that  of  the  carrier's  em- 
ployes, and  the  carrier  does  all  that  it  can  to  expedite  delivery,  it 
is  not  liable  for  the  delay.  And,  if,  after  leaving  the  carrier's 
employment,  the  employes,  by  violence,  caused  delay  in  the 
transportation,  so  as  to  prevent  the  carrier  from  proceeding  with 
his  business,  the  delay  occasioned  thereby  will  be  excusable. 
If  by  mob  violence  the  carrier  is  prevented  from  performing 
its  obligation  to  transport  goods  in  its  charge  or  control  it  will 
be  excused  for  resulting  delay.  The  only  duty  resting  on  the 
carrier  not  otherwise  in  fault  is  to  use  reasonable  efforts  and 
due  diligence  to  overcome  obstacles  thus  interposed  and  to  for- 
ward the  goods  to  their  destination;  but  the  duty  is  one  which 
it  is  bound  to  observe." 

A  carrier  is  not  an  insurer  against  delay  to  the  same  extent 
as  it  is  an  insurer  against  loss  of  goods.  At  the  root  of  the 
matter  lies  the  question  as  to  whether  or  not  the  railroad  has 
been  negligent.  If  the  delay  has  been  caused  by  a  strike  which 
has  occurred  without  the  fault  of  the  carrier,  then  the  carrier 
will  not  be  liable  for  damage  caused  by  delay.  On  the  other 
hand,  where  a  strike  is  caused  by  a  reduction  of  wages,  which 
disables  the  company  from  carrying  on  its  business,  this  will 
not  excuse  the  company  for  failure  to  transport  the  goods  to 
destination  within  a  reasonable  period  of  time.  This  on  the  the- 
ory that  the  railroad  company  is  responsible  for  the  strike. 
Each  case  stands  by  itself. 

Causes  of  Action  Arising  Out  of  Federal  Control 
In  our  answer  to  "Rhode  Island,"  on  page  378  of  The  Traffic 
World  for  August  20,  1921,  we  stated  that  there  was  a  bill  be- 
fore Congress  which  had  for  its  purpose  the  extension  of  the 
time  for  filing  overcharge  claims  with  the  Commission  until 
September  1,  1921.  This  statement  was  in  error  to  the  extent 
that  it  stated  the  time  would  be  extended  to  September  1,  1921. 
The  bill  proposes  to  extend  the  time  to  March  1,  1922 — that  is, 
its  purpose  is  to  add  another  year  to  the  one-year  period  now 
provided  for  in  section  206-C  of  the  transportation  act,  1920,  in 
so  far  as  overcharge  claims  are  concerned. 


Personal  Notes 


H.  R.  Withee  has  been  appointed  general  agent  in  the  traffic 
department  of  the  Maine  Central  Railroad  at  Eastport,  Me. 

C.  W.  Coe  has  been  appointed  assistant  general  manager  in 
charge  of  operations  and  maintenance  for  the  Wheeling  &  Lake 
Erie  and  the  Lorain  &  West  Virginia,  not  general  manager,  as 
stated  in  The  Traffic  World  of  August  20.  His  predecessor,  F.  P, 
Barr,  has  been  promoted  to  general  traffic  manager,  in  charge  of 
all  traffic,  with  headquarters  at  Cleveland.  A.  O.  Ellis  has  been 
appointed  manager  of  the  industrial  development  department 
for  these  two  lines  at  Cleveland. 

The  Louisiana  &  Arkansas  Railway  and  the  Mississippi  Cen- 
tral Railroad  have  announced  the  appointment  of  W.  S.  Cornell 
as  general  agent  at  Dallas,  Texas,  and  Carroll  H.  Smith  as  gen- 
eral agent  at  Atlanta.  H.  R.  Whiting  has  been  appointed  general 
agent  for  the  L.  &  A.  at  Oklahoma  City,  and  has  been  succeeded 
as  general  agent  at  Alexandria,  La.,  by  A.  B.  Patten. 

P.  R.  Wigton,  for  the  last  eight  years  connected  with  the 
traffic  bureau  at  Sioux  City,  Iowa,  has  been  engaged  to  take 
charge  of  the  newly  organized  traffic  bureau  of  the  Watertown, 
S.  D.,  Chamber  of  Commerce. 

Wilmer  M.  Wood,  formerly  connected  with  the  Kerr  Steam- 
ship Company,  has  become  associated  with  the  United  American 
Lines,  as  general  freight  agent  of  the  American-Hawaiian  Steam- 
ship Company's  intercostal  service  at  New  York. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

A  luncheon  will  he  given  by  the  newly  organized  Traffic  Club 
of  Atlanta,  at  the  Ansley  Hotel,  August  29.  An  attractive  pro- 
gram of  speakers  has  been  provided. 

The  Traffic  Club  of  Chicago  will  hold  an  outing  and  basket 
picnic  at  Dellwood  Park,  Joliet,  111.,  August  31.  Transportation 
will  be  by  special  train  and  automobile.  A  program  of  sports, 
including  the  usual  ball  game  between  representatives  of  indus- 
trial and  railroad  traffic,  has  been  arranged. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Complete 
Organization 


Forwarding 


Distribution 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


LEE  G.  WILEY,  Manager,  GALVESTON 

Members  of  the  American  Warehouseman's  Association 


GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 
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REDUCTIONS  TO  SOUTHEAST 

The   Traffic    World    Washington   Bureau 

Transcontinental  carriers  that  made  reductions  in  rates  on 
canned  goods,  beans,  dried  fruits,  barley,  etc.,  from  Pacific  and 
intermountain  territories  to  eastern  transcontinental  groups 
east  of  the  Mississippi  and  north  of  the  Ohio  on  August  22,  were 
authorized  August  26  to  make  similar  reductions  to  the  south- 
east on  five  days'  notice  by  removing  the  words  in  the  existing 
tariffs  that  limit  the  application  of  reduced  rates  to  those  parts 
of  groups  A,  B,  C  and  D,  north  of  the  Ohio  and  the  Potomac 
rivers. 


FORD  REDUCED  RATE  TARIFFS 

The    Traffic    World    Washington   Bureau 

Apparently  all  the  Ford  freight  rate  reductions,  other  than 
the  one  covering  all-rail  coal,  will  be  permitted  to  become  oper- 
ative because  there  has  been  no  organized  opposition.  At  the 
time,  this  was  written  decreased  rates  on  ex-river  coal,  brick, 
clay,"  sand,  gravel,  and  cement  had  become  effective.  The  de- 
creased rates  on  ex-river  coal  went  into  operation  August  18,  and 
the  lower  rates  on  cement,  brick,  sand  and  gravel,  went  into 
effect  two  days  later. 

When  those  lowered  rates  became  effective,  tariffs  reduc- 
ing rates  on  stone,  lumber,  and  miscellaneous  commodities  were 
on  the  files  to  become  operative  September  10.  Not  one  protest 
had  been  received  against  any  of  them.  The  Commission's  rules 
require  protestants  to  have  thier  objections  in  hand  ten  days 
before  the  effective  date,  if  they  desire  them  to  be  considered. 
Sometimes  the  Commission  has  departed  from  that  rule  and 
given  consideration  to  protests  not  received  ten  days  before  the 
effective  date  of  a  tariff.  Generally  speaking,  however,  if  a  pro- 
test against  a  tariff  is  not  in  hand  ten  days  before  its  operative 
date,  the  tariff  is  regarded  as  having  cleared  all  possible 
obstacles  and  been  allowed  to  become  effective. 

The  most  surprising  thing  in  connection  with  the  matter 
is  that  no  protest  against  the  lower  class  rates  was  in  hand 
before  August  20.  The  fact  that  the  lower  class  tariff  had  been 
filed  was  widely  advertised  as  soon  as  the  publication  was  re- 
ceived. At  that  time  it  was  taken  for  granted  that  there  would 
be  protests  against  that  disruption  of  the  adjustment  brought 
about  by  the  adoption  of  the  Bisque  scale.  No  shipper  who 
might  be  hurt  by  the  reduction,  however,  seemed  interested 
enough  even  to  inquire  about  it. 

It  is  to  be  noted,  however,  in  connection  with  that  class 
tariff  that  protest  against  it  would  still  be  in  time  if  placed  in 
the  hands  of  the  Commission  not  later  than  September  1.  An- 
other fact  to  be  remembered  is  that  it  was  the  Commission,  and 
not  the  carriers,  that  brought  about  the  readjustment  of  the 
class  rate  structure  in  Central  Freight  Association  territory 
when  the  Disque  scale  was  adopted.  The  possible  significance 
of  that  is  that  the  Commission,  in  theory,  has  as  great  an  in- 
terest in  that  adjustment  as  it  has  in  the  relationship  of  rates 
on  coal  prescribed  by  it  in  I.  and  S.  No.  774.  Therefore,  even 
if  no  shipper  who  might  be  hurt  by  the  discrimination  in  favor 
of  a  competitor  on  the  Detroit,  Toledo  &  Ironton  protested,  the 
interest  of  the  Commission  might  warrant  a  suspension  on  its 
initiative,  so  as  to  give  it  an  opportunity  to  make  a  formal  in- 
quiry with  a  view  to  determining  whether  the  damage  done  by 
the  disruption  would  be  such  as  to  require  it  to  exercise  its 
power  to  prescribe  minimum  rates. 

In  all  discussions  among  traffic  men  concerning  the  effect 
of  the  Ford  reductions,  the  point  was  made  that  when  the  coun- 
try is  back  on  a  normal  footing,  the  volume  of  freight  that  the 
D.  T.  &  I.  can  carry  will  not  be  great  enough  to  worry  the  other 
railroads.  Therefore,  it  was  argued  that  that  road  might  be 
allowed,  without  damage  to  other  railroads,  to  maintain  a 
lower  level  of  class  and  commodity  rates.  The  territory  tribu- 
tary to  that  road  is  not  the  originator  of  coal  that,  in  a  thermal 
units  test,  would  put  other  eoal  districts  at  such  a  disadvantage 
as  to  cause  a  profound  dislocation  of  the  sources  of  supply.  The 
same  is  true  with  regard  to  commodities  other  than  coal.  The 
road  may  have  some  traffic  that,  even  at  equal  rates,  may  be 
able  to  move  at  an  advantage  over  the  traffic  of  other  carriers, 
but,  if  it  has,  the  fact  is  not  well  known.  Therefore,  the  in- 
clination has  been  to  wait  and  see  what  the  Ford  experiment 
accomplishes. 


CONTROL  OF  BRITISH  RAILWAYS 

The   Traffic    World    Washington   Bureau 

"Direct  government  control  of  the  railways  in  Great  Britain, 
which  has  existed  during  the  past  seven  years,  ended  at  mid- 
night August  15,"  said  Commercial  Attache  Alfred  P.  Dennis 
of  London  in  a  cablegram  this  week  to  the  Department  of  Com- 
merce. 

"This  action,  which  has  been  agitated  for  several  months 
past,  may  be  said  to  have  been  occasioned  immediately  by  the 
complaints  of  the  shareholders  of  the  various  railroads  through- 
out the  kingdom  on  the  score  that  they  were  at  a  disadvantage 


in  earning  power  as  compared  with  other  great  industrial  con- 
cerns. 

"The  financial  sheets  of  the  British  railroads  show  that 
while  their  net  income  has  been  doubled  during  the  past  seven 
years  expenditures  have  been  tripled.  The  deficit  between 
income  and  expenditures  has,  roughly  speaking,  been  equalized 
by  treasury  grants  in  the  form  of  subsidies.  During  the  past 
18  months  of  deflation  the  stockholders  of  the  railways  have 
enjoyed  a  relatively  better  position.  With  de-control  the  rail- 
ways are  released  from  direct  government  administration  and 
also  deprived  of  government  support. 

"The  Railways  Bill  (1921)  has  already  passed  the  House  of 
Commons.  In  general,  the  act  seeks  to  place  the  roads  in  the 
position  of  self-supporting  commercial  undertakings. 

"It  may  be  said  that  the  Railways  Bill  (1921)  is  a  halfway 
measure  between  unfettered  private  operation  of  the  railways 
and  nationalization  of  the  entire  railway  system  and  is  an 
earnest  endeavor  to  obviate  the  objectionable  features  of  both 
these  forms  of  operation.  Charges  are  not  to  be  determined 
by  the  operating  companies,  but  by  'rates  tribunals'  and  are  to 
be  so  fixed  as  to  yield  an  annual  revenue  equivalent  to  that  of 
1913.  The  rates  of  pay  and  conditions  of  service  are  to  be 
settled  by  the  central  wages  board.  The  companies  are  to  re- 
ceive a  subvention  of  £60,000,000  for  the  restoration  of  the 
roads  to  the  physical  condition  they  were  in  when  the  Govern- 
ment assumed  control. 

"Satisfaction  over  the  terms  of  the  new  railway  bill  is 
expressed  throughout  the  United  Kingdom,  as  it  is  felt  that 
both  the  railway  companies  and  the  trade-unions  have  gotten 
what  they  asked  for,  and  at  the  same  time  the  general  public 
is  protected  by  the  tribunal  which  establishes  maximum  traffic 
charges.  This  act,  coming  immediately  after  de-control,  sub- 
stitutes forms  of  regulation  which  are  more  far-reaching  than 
anything  known  to  the  experience  of  the  country,  since  it  takes 
from  the  various  companies  the  prerogative  to  make  their  own 
rates  and  settle  differences  with  their  own  workmen. 

"For  purposes  of  administration  and  to  secure  greater  eco- 
nomies as  to  personnel,  improvement  in  traffic,  and  general  co- 
ordination in  service  the  railway  systems  in  the  united  kingdom 
— composed  of  27  great  constituent  and  96  subsidiary  com- 
panies— are  to  be  amalgamated  into  four  main  groups. 

"It  is  reported  that  the  railways  are  endeavoring  to  make 
revenue  more  proportionate  to  expenditure  by  increasing  traffic 
rather  than  by  pressing  for  higher  rates.  Many  companies  have 
already  advertised  old  privileges  and  reductions  in  order  to 
encourage  holiday  traffic." 


PAYMENTS  TO  RAILROADS 

The  Treasury  Department  has  announced  the  payment  of  the 
following  sums  to  railroads  on  account  of  the  guaranty: 

Lorama  Railroad  Co.,  $5,700;  Mineral  Point  and  Northern  Railroad 
Co.,  $6,500;  Chicago,  Indianapolis  &  Louisville  Rwy.  Co.,  $250  000; 
Missouri  Pacific  Railroad  Co.,  $2,000,000;  New  York  Dock  Railway. 
$50,000;  American  Railway  Express  Co.,  $425,000;  Kansas,  Oklahoma 
&  Gulf  Railway  Co.,  $130,000;  Atlanta,  Birmingham  &  Atlantic  Ilwy 
Co.,  receiver.  $90,000;  Bullfrog  Goldfield  Railroad  Co..  $30.000:  Atlantic 
Coast  Line  R.  R.  Co.  and  the  Louisville  and  Nashville  R.  R.  Co.,  joint 
lessess  of  the  Georgia  Railroad,  $114,000;  Middle  Tennessee  Railroad 
(_/o. ,  $4 1,892. 92. 

The  Central  Vermont  has  received  $65,000  on  a  loan  certifi- 
cate issued  by  the  Commission. 

The  Commission  has  issued  a  certificate  under  section  204 
of  the  transportation  act,  finding  that  $50,000  is  due  the  Mineral 
Point  &  Northern  and  that  the  company  owes  the  government 
$8,153.97. 

The  Railroad  Administration,  August  24,  announced  it  had 
made  final  settlements  with  the  Atlantic  Coast  Line  for  $5,500,- 
000,  and  with  the  Boston  Terminal  Co.,  for  $95,364.15. 

The  Commission  has  issued  partial  payment  certificates  in 
favor  of  the  Mississippi  Eastern  Railway  Co.  for  $8,500,  and 
in  favor  of  the  Detroit,  Bay  City  &  Western  Railroad  Co  for 
$4,500. 

The  Commission  has  issued  partial  payment  certificates  in 
favor  of  the  Atlantic  Coast  Line  and  the  L.  &  N.  as  lessees  of  the 
Georgia  Railroad  for  $114,000  and  in  favor  of  the  New  York  Dock 
Railway  for  $50,000.  A  certificate  was  issued  under  section  204 
(reimbursement  of  deficits)  in  favor  of  the  Bullfrog-Goldfield 
Railroad  Co.  for  $30,000. 

The  Commission  has  issued  a  certificate,  under  section  204 
of  the  transportation  act,  for  the  payment  of  $39,314.09  to  the 
Middle  Tennessee.  A  certificate  for  $41,892.92,  previously  issued, 
was  cancelled.  Certificates  directing  partial  payments  on  the 
guaranty  were  issued  as  follows:  Kansas,  Oklahoma  &  Gulf,  , 
$30,000;  Memphis,  Dallas  &  Gulf,  $6,000. 


NORFOLK    &    PORTSMOUTH    NOTE 

The  Norfolk  &  Portsmouth  Belt  Line  Railroad  Co.  has  been 
authorized  by  the  Commission  to  issue  a  90-day  6  per  cent  prom- 
issory note  for  $35,000,  payable  to  the  order  of  the  Merchants 
and  Farmers  Bank  of  Portsmouth,  Va.,  in  renewal  of  an  out- 
standing note,  and  to  issue,  from  time  to  time,  notes  in  renewal 
of  the  90-day  note  authorized,  but  not  later  than  August  25,  1922. 


An:  list   27,  1921 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 

Is  Now  Promptly  Told  of 
in 

f  he  Traffic  Bulletin 

The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
II — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Hearings 
15 — Illinois  Freight  Association  Docket 
16 — National  Perishable  Freight  Committee  Docket 
17 — New  England  Freight  Association  Docket 
18 — New  England  Freight  Association  Hearings 
19 — Southern  Rate  Committee  Docket 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26— Trunk  Line  Coal  and  Coke  Docket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28 — Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Western  Trunk  Line  Dispositions. 
31 — Transcontinental  Freight  Bureau  Docket. 
32 — Southern   Ports  Foreign  Freight  Docket. 
33 — Consolidated  Classification  Docket 
34 — Embargo  Notices,   Modifications  and  Cancellations 
35     Steamship  Sailings 
36 — Express  Classification  Docket 

Sample*  and  fall  information  free  on  request 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twenty-one  Day«  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamer*) 


SS  "VINITA" 

SS  "WEST  KADER" 
SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 


September  5 
September  19 
October  10 
October  31 


Transhipment   at   Shanghai    to   American    River   steamers   for 

Nanking.    Pukow.    Hankow    and     other     open 

Yangtse  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building,  Portland,  Oregon 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  bier  pay  field  now  I  The  traffic  director  of  •  Detroit 
concern  earns  $19,600  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  Is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  .  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on'  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  Importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  28-D  4043  Drexel  Blvd.,  Chicago,  ID. 
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MILEAGE  BOOK  LEGISLATION 

The   Traffic    World    Washington   Bureau 

Action  on  proposed  legislation  providing  for  the  issuance  of 
mileage  books  at  reduced  rates  was  postponed  indefinitely  Au- 
gust 24  by  the  Senate  committee  on  interstate  commerce.  The 
committee,  which  had  referred  the  pending  bills  to  the  Commis- 
sion, was  informed  that  the  position  of  the  Commission  was  that 
such  legislation  should  be  deferred,  and  that  opportunity  should 
be  given  the  Commission  to  work'  out  an  adjustment  of  pas- 
senger rates  if  such  action  is  deemed  necessary.  It  is  the  opin- 
ion of  the  Commission,  according  to  information  submitted  to 
the  Senate  committee  by  it,  that  the  issuance  of  mileage  books 
as  proposed  would  cut  down  the  revenues  of  the  carriers  at  a 
time  when  they  cannot  stand  such  reductions. 

CLEVELAND  PASSENGER  TERMINAL 

The    Traffic    World    Washington   Bureau 

W.  S.  Fitzgerald,  mayor  of  Cleveland,  intervener  in  Finance 
Docket  No.  1,237,  Cleveland  passenger  terminal  case,  has  filed 
an  application  for  a  rehearing.  Mayor  Fitzgerald  said  from 
the  statement  of  facts  made  by  the  Commission,  in  its  de- 
cision denying  the  application  of  the  New  York  Central  and 
other  carriers  to  construct  the  terminal,  it  was  apparent  that 
the  Commission  had  not  fully  considered  the  passenger  and 
freight  necessities  of  the  railroads  entering  the  city  of  Cleve- 
land. 

"The  immediate  need  of  the  city  of  Cleveland  and  its  citi- 
zens for  modern  and  better  station  facilities  is  such  that  the 
public  welfare  demands  a  re-examination  by  the  Commission 
of  the  facts  and  reasons  in  the  premises,"  said  the  mayor. 
"Cleveland  and  its  citizens  should  not  continue  to  be  handi- 
capped in  the  city's  growth  and  development  over  other  muni- 
cipalities by  the  want  of  adequate  passenger  and  freight  facili- 
ties, while  the  applicant  carriers  stand  ready  to  provide  such 
facilities  as  soon  as  the  approval  of  this  Commission  is 
granted." 

PENNSYLVANIA  DEFIES  LABOR  BOARD 

When  the  Labor  Board  granted  the  request  of  the  officials  of 
the  Pennsylvania  System  for  an  extension  of  ten  days  in  the 
time  allowed  by  the  board  in  its  decision  of  August  1,  in  which 
the  road  was  directed  to  hold  a  conference  with  representa- 
tives of  its  organized  employes  on  or  before  August  15  to  ar- 
range for  a  new  election  of  representatives,  members  of  the 
board  expressed  the  conviction  that  the  request  for  extension 
meant  the  Pennsylvania  officers  had  abandoned  their  intention 
of  aefying  the  board's  order. 

Instead,  however,  it  now  appears  that  the  extension  was 
needed  to  give  the  road  time  to  prepare  an  appeal,  in  which 
it  repeats  its  stand  that  the  board  has  not  proper  jurisdiction 
over  the  matter,  and  in  which  it  requests  a  further  oral  hearing. 

The  document,  signed  by  President  Samuel  Rea,  was  re- 
ceived by  the  board  August  24.  In  it  the  president  states  that 
117,000  out  of  a  total  of  150,000  employes  with  which  the  road 
has  negotiated  new  contracts  have  "by  vote  or  otherwise"  ap- 
proved the  new  rules.  A  conference  was  held  August  2  at  which 
these  contracts  were  again  approved,  but  inasmuch  as  at  the 
conference  th'e  road  intended  dealing  with  representatives  who 
had  been  declared  illegally  elected  by  the  board,  representatives 
of  the  so-called  system  federation  and  the  American  Federation 
of  Labor  refused  to  attend. 

President  Rea  took  the  language  of  the  board,  in  which  it 
said  that  "there  is  no  question  of  the  closed  or  open  shop  in- 
volved and  no  other  real  matter  of  principle.  The  question  is 
merely  one  of  procedure,"  as  an  admission  by  the  board  that 
it  really  has  no  jurisdiction  over  the  subject.  He  said: 

"If  the  question  is  merely  one  of  procedure,  the  carrier 
avers  that  the  board  has  no  right  or  power  to  set  up  its  judg- 
ment or  opinion  against  that  of  the  carrier.  Dissatisfaction, 
whether  real  or  fancied,  by  certain  employes,  with  'matters  of 
mere  procedure'  should  not  be  tortured  into  a  'dispute'  within 
the  purview  of  sections  301  and  307  of  the  transportation  act." 

Continuing,   the   statement  said: 

(a)  That  the  carrier  has  the  lawful  right  to  establish  rules  and 
working  conditions  in  the  first  instance,  either  with  or  without  first 
holding  conference  with  its  employes;  and,  (b)  That  the  contracts  re- 
specting rules  and  working  conditions,  heretofore  entered  into  by  the 
carrier  and  its  employes,  in  the  shop  crafts,  are  now  in  full  force 
and  effect  without  any  further  action  on  the  part  of  the  carrier  and 
its  employes  in  the  shop  crafts. 

The  carrier  hereby  makes  request  of  the  board  for  an  oral  hear- 
ing on  this  application,  at  which  time  evidence  in  support  of  the 
allegations  of  fact  herein  contained  will  be  introduced. 

The  carrier  denies  the  power  of  the  hoard  to  prescribe  an  election 
or  any  other  method  by  which  a  carrier  may  ascertain  who  are  the 
authorized  representatives  of  its  employes;  and  it  avers  that  it  cannot 
accept  as  advisory  the  rules  and  conditions  set  forth  by  the  board  in 
its  decision  in  this  case. 

The  carrier  denies  the  power  of  th'e  board  to  compel  a  conference 
or  to  prescribe  what  representatives  of  employes  it  should  confer 

The  carrier  states  that  the  contracts  between  itself  and  its  em- 
ployes are  in  full  force  and  effect,  and  by  their  terms  the  parties 


thereto  have  acquired  mutual  rights  and  have  assumed  mutual  obliga- 
tions, and  that  if  the  carriers  complied  with  the  decision  of  the 
board  in  this  case,  the  said  contracts  will  be  void  and  of  no  effect,  to 
the  great  and  irreparable  injury  of  the  carrier  and  its  employes, 
parties  to  the  said  contracts. 

The  carrier  represents  to  the  board  that  the  rights  of  the  em- 
ployes who  are  not  parties  to  the  said  contracts  and  who  do  not  want 
to  be  bound  thereby,  have  not  been  impaired  in  any  manner,  for 
the  reason  that  they  may  at  any  time  invoke  the  aid  of  the  board  if 
they  are  of  the  opinion  that  the  rules  and  working  conditions  in  the 
said  contracts  and  now  in  effect  upon  the  carrier's  lines  o£  railroad 
are  unfair  and  unreasonable. 

Wherefore  the  carrier  asks  that  the  board  vacate  and  set  aside 
its  decision  in  the  case  and  find  in  pursuance  of  the  transportation  act. 

No  action  has  been  taken  on  the  application  by  the  board. 
Most  of  the  members  being  absent  on  vacations,  it  is  highly 
improbable  that  anything  will  be  done  in  the  matter  before  Sep- 
tember 1. 


PETITIONS    FOR    REHEARING,    ETC. 

Complainants  in  No.  10815,  Spring  Valley  Coal  Co.  et  al.  vs. 
Director-General,  A.  T.  &  S.  F.,  et  al.,  have  asked  the  Commis- 
sion to  grant  a  rehearing. 

The  Director-General  has  filed  a  supplemental  petition  for 
rehearing  in  No.  11039,  Riverton  Lime  Co.,  Inc.  vs.  Director- 
General  et  al. 

Defendants  in  No.  11028,  Lake  Superior  Paper  Co.,  Ltd. 
et  al.  vs.  Director-General,  Ahnapee  &  Western,  et  al.,  have 
asked  the  Commission  for  an  interpretation  and  construction  of 
the  report  and  order  in  that  case. 

Defendants  in  No.  10892,  Railroad  Commissioners,  State  of 
Florida  vs.  Director-General  et  al.,  have  asked  the  Commission 
for  a  rehearing  therein. 

Complainant  in  No.  11077,  Morris  &  Co.  vs.  Director-General, 
A.  T.  &  S.  F.,  et  al.  has  asked  the  Commission  to  modify  its 
order  in  that  case  relative  to  hogs  from  Sioux  Falls  to  Okla- 
homa City. 

The  Director-General  has  asked  the  Commission  to  grant 
a  rehearing  in  No.  11507,  Texas  Company  vs.  Director-General. 

Defendants  in  No.  10614,  Grand  Rapids  Plaster  Co.  vs.  Di- 
rector-General, Ann  Arbor  et  al.,  have  asked  the  Commission 
to  extend  the  time  in  which  to  comply  with  its  order  in  that 
case  and  to  modify  its  order  in  certain  respects. 

The  Director-General  has  petitioned  the  Commission  to  grant 
a  reargument  or  reconsideration  of  No.  11238,  Buxton-Smith  Co. 
vs.  Director-General  et  al. 


LOAN  TO  GREAT  NORTHERN 

The  Commission  has  granted  the  application  of  the  Great 
Northern  for  a  loan  of  $15,000,000  to  enable  the  company  to  meet 
its  maturing  indebtedness.  The  company  asked  that  the  loan 
run  for  five  years,  but  the  Commission  limited  the  loan  to  a 
period  of  six  months  from  September  1,  1921.  In  its  application 
the  company  said  that  if  the  Railroad  Administration  reopened 
the  Great  Northern  account  for  federal  control  and  funded  the 
$16,000,000  for  additions  and  betterments  which  was  offset 
against  what  the  government  owed  the  Great  Northern,  $10,000,- 
000  of  the  $15,000,000  loan  would  be  paid  off  at  the  time  the 
Railroad  Administration  funded  the  indebtedness  of  the  carrier 
to  the  government  for  additions  and  betterments. 

The  Great  Northern  has  been  authorized  by  the  Com- 
mission to  sell  $606,000  of  6%  per  cent  equipment  gold  notes 
in  connection  with  the  financing  of  the  purchase  of  equip- 
ment estimated  to  cost  $1,174,320. 

The    Commission    has   approved   a   loan   of   $586,000   to   the 
Great  Northern  to  aid  the  carrier  in  procuring  equipment  est 
mated   to    cost   $1,174,320.     The   company   proposes   to   buy  500 
40-ton  refrigerator  cars,  and  other  equipment. 

BULLFROG-GOLDFIELD    BONDS 

The  Bullfrog-Goldfield  Railroad  Co.  has  been  authorized  by 
the  Commission  to  deliver  to  W.  A.  Clark  of  Montana  not  exceed- 
ing $143,000  of  new  first  mortgage  5  per  cent  bonds  in  exchange, 
par  for  par,  for  a  like  aggregate  amount  of  first  mortgage  6  per 
cent  bonds  and  second  mortgage  income  bonds  now  outstanding, 
and  also  to  deliver  to  Mr.  Clark  not  exceeding  $5,000  of  new  first 
mortgage  5  per  cent  bonds,  at  par,  in  partial  satisfaction  of 
unpaid  interest  accrued  on  outstanding  first  mortgage  bonds. 

WOOD  PRESERVERS  OPEN  SERVICE  BUREAU 
A  permanent  bureau  of  information,  under  the  name  of  the 
Service  Bureau,  has  been  opened  in  the  Otis  Building,  Chicago, 
by  the  American  Wood  Preservers'  Association.  The  bureau 
intends  to  answer  inquiries  about  the  treatment  of  wood  and 
the  use  of  treated  timber,  to  furnish  data  regarding  these  ma- 
terials and  will  act  as  a  publicity  bureau  for  the  association. 
It  will  be  in  charge  of  P.  R.  Hicks,  secretary-manager. 

TAX    BILL    PASSED   IN   THE    HOUSE 

The  revenue  bill  carrying  provision  for  repeal  of  the  trans- 
portation taxes,  effective  January  1,  1922,  was  passed  by  the 
House,  August  20.  The  measure  will  he  considered  by  the 
Senate  finance  committee  during  the  recess  of  Congress. 
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FHscoFtekjkt 

gete  these  quick 


Red  Ball  Freight  Service 

"Car  arrived  24  hours  before  bill  of  lading." 


Think  of  it!  From  the  time  of  loading  at  Kansas  City  until 
the  car  was  received  for  unloading  at  Memphis — 484  miles  away — • 
only  48  hours  elapsed. 

The  Frisco  is  also  the  short  line  from  Saint  Louis  to 
Texas.  Fast  service  is  given  through  all  gateways  if  you  ship 
via  Frisco  Lines  "Red  Ball"  freight. 


"Red  Ball"  is  a  highly  specialized  feature  of  Frisco  freight 
service,  insuring  prompt  and  expeditious  movement  of  various 
classes  of  merchandise  both  in  carload  and  less-than -carload  lots. 

For  detailed  information,  and  list  of  the  commodities  regularly 
moved  under  "Red  Ball"  orders,  and  how  to  obtain  this  expedited 
service  for  your  shipments,  write, 

George  F.  Macgregor, 

General  Freight* Agent,  Frisco  Lines, 

856  Frisco'Building,  Saint  Louis,  Mo. 


FRISCO 

LINES 
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Digest  of  New  Complaints 
L_  ---  • 

No.  12839,  Sub.  No.  1.    City  Coal  Co.  et  al.,  Providence,  R.  I.,  vs.  New 

York    New  Haven  &  Hartford  et  al. 
Un'iust    and    unreasonable    charges    for    switching    services 

Providlnce       Asks    cease    and    desist    order,    just    and    reasonable 

charges  and  reparation. 
No.   12979.     Lustig-Burgerhoff  Co.   et  al.,    Scranton,    Pa.,   vs.    Director 

G<Unjus't  1fndBunreasonable  rates  on  cabbage  from  points  in  South 
Carolina.     Ask  for  reparation. 

No.   12980.     E.   I.   Du  Pont  de   Nemours   &  Co.,    Wilmington,   Del.,   vs. 
'  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  and  charges  on  logs  from  points 
on  the  Michigan  Central  to  Grayling,   Mich.,  by  reason  of  alleged 
error  in  classification.     Ask  for  reparation. 
No    12981      Railroad  Commissioners  of  the  State  of  Florida  vs.  Ameri- 


defendants    to    establish    Joint    through 

carload  express  rates  to  be  applied  on  strawberries  from  points  in 
Florida  to  eastern  seaboard  and  interior  eastern  states  destina- 
tions as  unjustly  discriminatory  against  Florida  shippers  and 
undulv  preferential  of  shippers  in  Alabama,  Louisiana  and  Missis- 
sippi 'to  the  same  destinations,  who  have  joint  through  carload 
express  rates.  Asks  for  an  order  requiring  the  furnishing  ot 
express  refrigerator  cars  and  just  and  reasonable  rates  therefor. 
No.  12982.  Weatherford,  Crump  &  Co.,  Houston,  Tex.,  vs.  Abilene  & 

Unjust  and  unreasonable  all-rail  rates  on  cotton  between  August 
26  1920  and  March  24,  1921,  moving  from  Texas  common  points 
to'  Galveston.  Ask  for  reparation  of  $6,000. 

No.  12983.     Crown  Willamette  Paper  Co.  vs.  the  Western  Transporta- 
tion Co.  et  al. 

Unjust  and  unreasonable  rates  on  wood  pulp  from  Camas^  Ore.. 
to    Floriston,    Calif.,    by    reason    of   the    absence    of    joint    through 
rates.     A<sks  for  joint  through  rates  and  reparation. 
No.  12984.     The  Exchange  of  the  Cincinnati  Grain  and  Hay  Exchange 
Co    vs.  Baltimore  &  Ohio  et  al. 

Against  the  rules  governing  the  collection  of  claims  in  connec- 

an  with   transit  privileges  on  grain  and   grain   products   at   Cin- 


cinnati.    Ask  for  just  and  reasonable  rules. 
No.  12985.     Norman  H.  Schlieper  vs.  Southern  Pacific  et  al. 

Against  the  application  of  first  class  rates  on  stoneware  water 
niters  from  Los  Angeles  to  Pueblo  as  unjust  and  unreasonable. 
Ask  for  just  and  reasonable  rates,  not  to  exceed  Class  B.  and 

No.    12986.      Wisconsin    Traffic    Association,    Chicago,    111.,    vs.    Algoma 
Central  &  Hudson  Bay  et  al. 

Unjust  and  unreasonable  rates  on  book,  printing  and  waxed 
wrapping  paper,  said  to  be  put  in  by  the  carriers  in  compliance 
with  the  Commission's  order  in  I.  C.  C.  987,  as  disturbing  the 
relationship  in  rates  at  points  of  destination  and  as  causing 
unjust  discrimination.  Asks  for  just,  reasonable  and  non-preju- 
dicial rates  and  reparation. 

No.  12987.     Games  Foundry  Co.,  Jersey  City,  N.  J.,  vs.  Central  R.   R. 
of  N    J    et  al 

Against  a  charge  of  18c  per  100  Ibs.  on  eight  carloads  of  sand 
from  Scale  Siding,  Pa.,  to  Jersey  City  as  unjust  and  unreasonable 
to  the  extent  it  exceeded  a  rate  of  7c  on  shipments  moving  prior 
to  and  lOc  on  those  moving  subsequent  to  August  26,  1129.  Ask 
for  reparation. 

No.   12988.    .Waterman  Lumber  Co.,  Waskom,  Tex.,  vs.  St.  Louis-San 
Francisco  Ry.  Co.  et  al. 

Unjust  and  unreasonable  rates  and  charges  on  old  steel  rails, 
etc.,  from  Moyers,  Okla.,  to  Waskom,  Tex.  Ask  for  just  and 
reasonable  rates  and  reparation. 

No.  12989.    Barnett-Fischer  Coal  and  Mining  Co.,  St.  Louis,  vs.  Marion 

Unjust  and  unreasonable  rates  and  charges  on  coal  from  Marion 
and  Pittsburgh,    111.,    and    points   in    the   same   vicinity,    by   reason 
of  changes  in  reconsignment  rules.     Ask  for  reparation. 
No.  12990.     Boston  Woven  Hose  and  Rubber  Co.,  Cambridge,  Mass.,  vs. 

Unjust  and  unreasonable  rate  of  9c  p«r  100  Ibs.  on  shoddy  from 
South  Station,  Boston,  to  East  Combridge,  Mass.,  during  federal 
control.  Asks  for  reparation. 

No.  12991.     Dempsey  Grocer  Co.,  Cape  Girardeau.  Mo.,  vs.  O.  &  E.  I. 
R.  R.  Co.  et  al. 

Unjust    and    unreasonable    rates    and    charges    on    shipments    of 
potatoes    from    Cape    Girardeau    to    Chicago,     diverted    twice     in 
transit.     Asks  for  just  and  reasonable  rates  and  reparation. 
No.    12992.     W.    J.    Corbett   Hardware   Co.    et   al.,    Tucson,    Ariz.,    vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  carload  and  less  than  carload  commod- 
ity  rates  between   points  in   Arizona.     Asks   for  cease   and   desist 
order,  application  of  the  rates  established  by  the  Arizona  Corpora- 
tion Commission  for  two-line  hauls  and  reparation. 
No.     12993.      International    Harvester    Co.     et    al.,     Chicago,     111.,     vs. 

Unjust  and  unreasonable  rates  on  bituminous  steam  coal  from 
mines  adjacent  to  defendant's  lines  between   Farmington    and  S 
David    to    Canton,    111.      Asks    for    just    and    reasonable    rates    and 

No    12994.     The  William  Cramp  &  Sons  Ship  and  Engine  Building  Co., 
Philadelphia.  Pa.,  vs.  Director  General,  as  agent. 

Asks  for  the  establishment  of  switching  rates  at  its  Alleghany 
storage  yard  and  reparation. 

No.  12995.     Southern  Hardwood  Traffic  Assn.  et  al.,   Memphis.   Tenn., 
vs.  Illinois  Central  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  unduly  discrimi- 
natory rates  on  logs,  bolts,  billets  and  other  rough  material  and  on 
lumber  and  forest  products  between  points  in  Western  Trunk  Line 
territory  Central  Freight  Assn.  territory,  including  Illinois-Wis- 
consin 'territory.  Ohio  River  crossings.  Buffalo-Pittsburgh  terri- 
tory, Eastern  Trunk  Line  territory,  Canadian  territory,  Virginia 
cities  and  Carolina  territory.  Asks  cease  and  desist  order  and 
just  reasonable  and  non-discriminatory  rates. 

No.  12996.     John  W.  Eshelman  &  Sons  et  al.,  York,  Pa.,  vs.  Arkansas 

"unjust6  and   unreasonable  rules   and   practices   as  to  ingredients 
for   mixed   feeds  compounded   at   York,   Pa.     Asks   for  reasonable 
rates  and  rules  and  reparation. 
No.    12997.      R.    J.    Holmes    and    Herb-Kelly    Co.,    Mansfield,    Ohio,    vs. 

Against  rates  on  apples  in  bulk  from  Oregon  to  eastern  desti- 
nations. Asks  for  reasonable  rates  and  reparation. 


No.   12998.     State   Highway   Dept.   of  Texas  vs,   Director   General,   as 

aSUnjust  and  unreasonable  rates  on  freight  automobiles  and  chassis 
from  various  points  of  origin  in  1919  and  1920,  to  destinations  in 
Texas.  Asks  for  reasonable  rates  and  reparation. 

No.  12999.     Ford  Collieries  Co.  et  al.,   Detroit,  vs.   Pennsylvania  et  al. 

Unjust,    unreasonable   and   unduly   discriminatory   rates   on    lake 

cargo  coal  to  east  bank  Lake  Michigan  destinations.     Asks  repara- 

No.  13000.    Board  of  Railroad  Commissioners  of  South  Dakota  vs.  Chi- 
cago &  North  Western  et  al. 

Unjust  and  unreasonable  rates  on  grain,  gram  products  and 
flaxseed  between  stations  in  Iowa,  Minnesota,  North  Dakota  and 
Nebraska.  Asks  for  reasonable  rates. 

No.  13001.     Chamber  of  Commerce  of  Kansas  City,  Mo.,  vs.  Alexandria 
&  western  et  al. 

Unjust  and  unreasonable  rates  on  horses,  mules,  asses  and 
burros  from  Kansas  City  to  Texas  and  Louisiana  points  by  reason 
of  the  absence  of  joint  rates.  Asks  for  rates  no  higher  than  those 
from  Texas  and  Louisiana  to  Kansas  City. 

No.  13002.     Kansas  City  Live  Stock  Exchange  vs.  Abilene  &  Southern 
et  al 

Unjust  and  unreasonable  rates  on  stocker  and  feeder  cattle  from 

Kansas  City  to  Texas  and  Louisiana  points  by  reason  of  absence 

of  joint  rates.     Asks  for  rates  no  higher  than  those  from  Texas 

and  Louisiana  to  Kansas  City. 

No.    13003.     The   Loewenthal   Co.    et   al.,   Chicago,   vs.   C.    M.   &    St.    F 

Unreasonable,   excessive   and   prohibitive   rates  on   copper   ingots 

from  Houghton.  Hancock,  Dollar  Bay  and  Lake  Linden,  Mich.,  to 

Chicago    St     Louis,   St.   Paul,   Davenport,   Rock   Island,    Rockford, 

Madison,  Janesville  and  Milwaukee.     Asks  for  reasonable  rates. 

No.   13004.     Grain  Belt  Mills  Co.,   South   St.   Joseph,   Mo.,   vs.   A.  T.  & 

Against   the   rates   on   alfalfa   meal   published   August   26,    1920, 
from  points  in  Colorado  to  South  St.  Joseph  as  unjust  and  unrea- 
sonable.    Asks  for  reasonable  rates  and  reparation. 
No    13005.    Weirton  Steel  Co.,  Weirton,  W.  Va.,  vs.  Monongahela  et  al. 

Unjust,  unreasonable  and  unduly  discriminatory  rates  on  coke 
from  the  Connellsville  region  to  Weirton,  in  comparison  with  rates 
to  Midland,  Johnstown  and  Pittsburgh,  Pa.  Asks  for  reasonable 
rates  and  reparation. 

No.  13006.     East  Coast  Potato  Distributors,  Cape  Charles,  Va.,  vs.  N 
Y.  P.  &  N.  et  al. 

Unjust    unreasonable   and  unduly  discriminatory   rates  on  v 
ous  commodities   from  points   on  the  Cape   Charles  branch  of  the 
defendants    to    various    destinations.      Asks    just,    reasonable    and 
non-discriminatory  rates  and  reparation. 

No.  13007.     George  T.  Bell  Co.,  Wilkes-Barre.  Pa.,  vs.  American  Rail- 
way Express. 

Unjust  and  unreasonable  rates  on  peaches,  carloads,  from  Burt 
and  Wilson,  N.  Y.,  to.  Wilkes-Barre,  Pa.  Asks,  for  reasonable 
rates  and  reparation. 

No.  13008.     Norton  Lumber  Co.  et  al.,  Ontonagon,  Mich.,  vs.  C.  M.  & 
St    P 

Alleges  that  defendant  has  failed  and  neglected  to  provide  suffi- 
cient and  suitable  cars  for  the  transportation  of  logs  from  Mich- 
igan points  on  the  Superior  division  of  defendant's  road.  \sks 
that  carrier  be  required  to  furnish  adequate  supply  of  cars,  and 
for  reasonable  car  distribution  rules  and  reparation. 
No  13009.  Thompson-Wells  Lumber  Co.  et  al.,  Ontonagon,  Mich.,  vs. 
O.  M.  &  St.  P.  et  al. 

Unjust  and  unreasonable  rates  on  logs  from  points  in  Michigan 
to  lumber  manufacturing  points  in  Michigan  and  Wisconsin.     Ask 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 
No    13010.     New  York  Dock  Ry.,  New  York,  N.  Y.,  vs.  B.   &  O.  et 

Alleges  that  divisions  of  joint  rates  and  charges  allowed  com- 
plainant are  inequitable,  unjust  and  unduly  prejudicial.  Asks  for 
order  prescribing  just,  reasonable  and  equitable  division  of  all 
joint  rates  and  charges. 

No.   13011.     Macon   (Ga.)   Chamber  of  Commerce  vs.   Cincinnati,   New 
Orleans  &  Texas  Pacific  et  al. 

Unjust,    unreasonable,    unjustly    discriminatory,    unduly    prefer- 
ential  and  prejudicial   rates  on   roofing  material   from   Cincinnati, 
O..   to  Macon.   Ga.     Asks  Just,   reasonable   and  non-discriminatory 
rates  and  reparation. 
No.   13012.     American  Trading  Co.,   New  York,   N.   Y.,   vs.   Payne,   a 

Against  a  rate  of  $4.62%   per  100  Ibs.   on  rabbit  skins  imported 
at  Tacoma,  Wash,,  and  shipped  to  New  York,  N.  Y.,  as  unjust  and 
unreasonable  because  it  exceeded  $2.     Asks  reparation  of  $10.032. 
No.   13012,  Sub.   No.  1.     The  Hatters'   Fur  Cutters'  Assn.   et  al.,   New 
York,  N.  Y.,  vs.  Payne,  as  agent. 

Against  a  rate  of  $4.62Vfe  per  100  Ibs.  on  shipment  of  imported 
rabbit  skins  from  Pacific  coast  points  to  points  in  Atlantic  sea- 
board territory.  Asks  reparation. 

No.  13012,  Sub.  No.  2.    General  Hide  and  Skin  Corporation,  New  ^ork, 
N.  Y.,  vs.  Payne,  as  agent. 

Same  complaint  as  to  shipments  of  rabbit  skins  from  San  Fran- 
cisco to  New  York.    Asks  reparation. 
No.  13013.    George  R.  Fitts,  McLean.  N.  Y..  vs.  Payne,  as  agent. 

Unlawful  and  unreasonable  rates  on  ice  from  Sylvan  Beach, 
N.  Y.,  to  McLean,  N.  Y.  Asks  reparation. 

No.    13014.      Mitchell   Lime    Co.,    Chicago,    111.,    vs.    Akron,    Canton   S 
Youngstown  et  al. 

Unjust  and   unreasonable   rates  on   lime  from   Mitchell,    Ind.. 
destination  points  in  Pennsylvania,  West  Virginia,  Ohio  and  Mich- 
igan.    Asks  cease  and  desist  order  and  Just,  reasonable  and  non- 
discriminatory  rates. 

No.  13015.     Kellogg  Toasted  Corn  Flakes  Co.,  Battle  Creek,  Mich.,  vi 
A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable   rates   on  corn   from   points  in   Illinois 
to  Battle  Creek,   Mich.,  because  complainant  was  required  to  I 
on   combination   of  grain    rates   from    points   of   origin    to  Chicaj 
and   the   local   grain   rates   from   Chicago   to   Battle   Creek,    whicl 
exceeds   through    sixth   class    rate.      Asks   cease   and    desist    order, 
just  and  reasonable  rates  and  reparation. 

No.   13016.     Macon    (Ga.)    Chamber   of   Commerce   vs.    Atlantic   Coast 
Line  et  al. 

Unjust      unreasonable,     discriminatory    and     unduly     prejudic 
rates    on    roofing    material    from     Philadelphia,     Pa.,    and    pom 
taking  related   rates  on  same  articles,   to  Macon,   Ga.     Asks   jus 
reasonable  and   non-discriminatory  rates  and  reparation. 
No.  13017.    Ideal  Supply  Co.,  Macon,  Ga.,  vs.  Southern  et  al. 

Unjust,  unreasonable  and  discriminatory  rates  on  cast  iron  p: 
and  cast  iron  pipe  fittings  from  Gadsden,   Anniston  and   Birming- 
ham, Ala.,  to  Macon,  Ga.     Asks  cease  and  desist  order,  just 
reasonable  rates  and  reparation. 

No.  13018.     The  Borden  Sales  Co.,  Inc.,  New  York,  N.  Y.,  vs.   Payn 
as  agent. 

Unjust  and  unreasonable  rates  on  evaporated  milk  from  Cash 
ton,  Wis.,  to  various  eastern  destinations.  Asks  reparation. 
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Dependable 
Pacific  Freight  Service 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


SS  CROSS  KEYS,  September  27 
**SS  KEYSTONE  STATE,  October  8 


REGULAR  SERVICE  op«rato«,  uenitedmst"t*r shipping  Bo.rd.   FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 

•Vessels  will  make  direet  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 
SS  ELDRIDGE,  September  2 
SS  WHEATLAND  MONTANA,  September  15 
**SS  SILVER  STATE,  September  17 

"Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  i?M  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  potts. 

SAILINGS  FROM  PORTLAND 

SS  COAXET,  September  6        SS  MONTAGUE,  October  2         SS  ABERCOS,  October  28 
For  Sailing  Datti,  Katei,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 
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No.  13019.    Central  Wisconsin  Supply  Co.,  Beaver  Dam,  Wis.,  vs.  C.  M. 
&  St.  P.  et  al. 

Unjust  and  unreasonable  rates  on  bituminous  coal  from  Hymera, 
Ind.,  to  Milwaukee,  Wis.,  and  reconsigned  to  La  Crosse,  Wis., 
because  the  assessed  rate  of  $5.05  per  net  ton  exceeded 
rate  of  $331  per  net  ton  subsequently  published  in  Chicago,  Terre 
Haute  &  Southeastern  I.  C.  C.  410.  Asks  reparation. 

No.    13020,     Nivison-Weiskoff  Co.,    Reading,   O.,    vs.   Director   General 
Davis,  as  agent. 

Unjust  and  unreasonable  rates  on  empty  bottles,  glass  stoppers, 
shell  corks,  bottle  fittings,  labels  and  paper  bottle  wrappers,  from 
Reading,  O.,  to  points  on  the  L.  &  N.  and  C.  N.  O.  &  T.  P.  Asks 
reparation. 

No.  13021.    The  Wyoming  Sugar  Co.,  Ogden  City.  Utah,  vs.  Payne  and 
C.  B.  &  Q. 

Excessive,  unjust,  unreasonable,  unduly  preferential  and  preju- 
dicial rates  on  refuse  syrup  from  Worland,  Wyo.,  to  Billings,  Mont. 
Asks  reparation. 

No.  13021,  Sub.  No.  1.     Same  vs.  Same. 

Same  complaint  as  to  shipments  of  refuse  syrup  from  Worland 
to  Lovell,  Wyo.  Asks  reparation. 

No.    13022.     W.   P.   Devereux  Co.,   Minneapolis,    Minn.,   vs.   Payne,   as 
agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  hay,  bran,  shorts  and  feed  from 
points  in  state  of  Washington  on  line  of  C.  M.  &  St.  P.  to  points 
in  Montana  on  same  line.  Asks  reparation. 

No.  13023.    American  Woolen  Co.,  Boston,  Mass.,  vs.  Payne,  as  agent, 
and  Boston  &  Maine. 

Unjust  and  unreasonable  rates  on  fuel  oil  from  Chelsea  to  Law- 
rence and  Lowell,  Mass.  Asks  reparation. 

No.   13024.     Henry  W.   Somers,  Albany,   N.  Y.,  vs.   New  York,  Ontario 
&  Western  et  al. 

Unjust,  unreasonable,  unduly  discriminatory,  preferential  or 
prejudicial  rates  on  steam  sizes  of  anthracite  coal  from  Park  Place 
and  Winton,  Pa.,  to  points  in  New  York.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 


COAL  PRODUCTION  REPORT 

The   Traffic    World    Washington   Bureau 

"For  the  first  time  in  two  months  the  production  of  soft 
coal  has  turned  definitely  upward,"  the  Geological  Survey  said 
in  its  report  under  date  of  August  20.  "The  output  during  the 
second  week  of  August  is  estimated  at  7,726,000  net  tons.  Not 
only  was  this  an  increase  of  551,000  tons  over  the  output  of  the 
week  preceding;  it  was  the  largest  attained  in  any  week  since 
June  11. 

"The  all-rail  movement  to  New  England  continued  to  de- 
cline during  the  second  week  of  August.  Reports  show  that  2,313 
cars  of  anthracite  and  2,560  cars  of  soft  coal  were  forwarded 
over  the  Hudson  during  the  week.  When  compared  with  the 
week  ended  August  6,  this  was  a  decrease  of  296  and  220  cars, 
respectively.  Bituminous  shipments  were  but  42  per  cent  of 
those  in  the  corresponding  week  last  year. 

"The  gradual  decline  in  movement  of  soft  coal  from  the 
lower  Lake  ports,  which  began  early  in  July,  continued  during 
the  week  ended  August  14.  Reports  from  the  Ore  and  Coal  Ex- 
change show  that  total  dumpings  in  that  week  were  662,141  net 
tons  against  708,981  tons  in  the  preceding  week,  and  1,140,121 
tons  in  the  week  ended  July  4  when  the  decline  commenced.  Of 
the  total  dumpings,  638,069  tons  were  cargo  coal  and  24,072  tons 
for  vessel  fuel. 

"The  present  rate  of  dumpings  over  the  Lake  Erie  piers 
is  much  below  the  rate  at  this  time  in  the  seasons  of  1917, 
1918  and  1920.  In  the  corresponding  week  of  1920,  for  example, 
994,425  tons  were  dumped,  and  in  1918,  about  1,145,000  tons.  The 
present  rate,  however,  exceeds  that  in  1919,  and  because  of  the 
exceptionally  heavy  movement  in  the  early  part  of  the  season, 
the  cumulative  dumpings  for  1921  to  date  still  lead  those  of  the 
preceding  years.  The  total  since  the  opening  of  navigation  now 
stands  at  14,789,941  net  tons  and  is  well  ahead  of  any  of  the 
preceding  three  years,  even  exceeding  1919,  when  as  now  the 
Lake  movement  was  heavy  in  the  first  half  of  the  season. 

"The   slackening   of  foreign   demand   since   the   end   of   the 


miners'  strike  in  Great  Britain  is  reflected  in  the  continued  de- 
cline of  exports  of  soft  coal  from  Hampton  Roads.  Reports  from 
the  three  coal  exchanges  at  that  port,  which  handled  nearly  75 
per  cent  of  the  total  overseas  tonnage  during  June,  show  that 
only  96,299  net  tons  for  export  and  foreign  bunker  were  dumped 
in  the  week  ended  August  13.  This  was  but  22  per  cent  of  the 
weekly  rate  on  June,  when  the  export  movement  was  at  its 
height." 


PROPOSED  EXTENSION  DENIED 

The    Traffic    World    Washington   Bureau 

An  application  of  the  Gulf  Ports  Terminal  Railway  Co.  for 
a  certificate  of  public  convenience  and  necessity,  authorizing  it 
to  construct  an  extension  approximately  25  miles  long  from  its 
present  terminus  in  Baldwin  county,  Alabama,  to  Mobile,  Ala., 
has  been  denied  by  the  Commission. 

The  Commission  said  the  principal  purpose  of  the  proposed 
extension  was  to  afford  a  shorter  route  between  Pensacola  and 
Mobile,  which  the  applicant  urged  would  be  of  particular  advan- 
tage not  only  to  local  interests  but  in  the  movement  of  through 
traffic.  The  Commission,  after  pointing  out  that  industries  from 
which  the  applicant  proposed  to  get  traffic  in  Pensacola  were 
situated  on  the  L.  &  N.,  said: 

"It  is  evident  that  the  financial  success  of  the  proposed  line  would 
depend  chiefly  upon  the  applicant's  ability  to  secure  a  considerable 
volume  of  traffic  moving  between  Pensacola  and  Mobile.  The  appli- 
cant's plans  indicate  a  line  of  light  construction,  heavy  grades  and 
inadequate  terminals.  Any  through  business  which  it  might  obtain 
would  obviously  constitute  a  diversion  of  traffic  from  existing  trans- 
portation facilities.  When  it  is  considered  that  freight  rates  to  Mo- 
bile and  Pensacola  are  controlled  by  water  competition,  and  that 
freight  shipments  from  most  centers  of  industry  and  commerce  take 
the  same  rate  to  both  points,  it  becomes  evident  that  there  can  be 
no  substantial  advantage  to  shippers  from  the  use  of  the  proposed 
line,  and  that  the  shortening  of  the  rail  distance  between  Ponsacola 
and  Mobile  can  not  be  expected  to  influence  the  movement  of  traffic 
to  any  marked  degree." 


L.    &    N.    STOCKS    AND    BONDS 

In  an  amendment  to  its  application  for  authority  to  issue 
stock  and  bonds,  the  Louisville  &  Nashville  asks  that  it  be- 
permitted  to  procure  the  authentication  and  delivery  by  the 
trustee  to  the  company  of  the  entire  $28,615,000  of  bonds  but 
to  sell  only  $12,753,000  of  them  now,  the  remaining  $15,862,000 
of  said  bonds  to  be  retained  in  the  treasury  of  the  company 
subject  to  such  disposition  as  may  be  permitted  by  future  orders 
of  the  Commission. 


SALT  LAKE  &  UTAH   LOAN 

The  Salt  Lake  &  Utah  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  issue  $500,000  of  7  per  cent  cumu- 
lative first  preferred  stock  and  to  pledge  the  same  to  secure  a 
loan  of  $700,000  from  the  government,  and  also  to  repledge 
$600,000  of  its  first  mortgage  6  per  cent  gold  bonds  in  connection 
with  the  same  loan.  The  loan  has  been  authorized  by  the  Com- 
mission. 


W.,  C.  F.  &  N.  STOCKS  AND  BONDS. 
The  Waterloo,  Cedar  Palls  &  Northern  has  been  authorized 
by  the  Commission  (1)  to  pledge  $2,200,000  of  general  mortgage 
7  per  cent  gold  bonds  for  loans  from  the  government;  (2)  to 
sell  at  par  $700,000  of  common  stock,  and  (3)  to  deliver  lease 
warrants  in  the  aggregate  amount  of  $132,159.44  in  connection 
with  the  procurement  of  equipment.  The  Commission  lias 
granted  a  loan  of  $1,260,000  to  the  company  from  the  revolving 
fund  and  the  carrier  owes  the  Railroad  Administration  a  loan 
of  $625,000. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

August  29 — Washington,  D.  C. — Examiner  Paca  Oherlin: 

Finance   Docket   1268 — In  the  matter  of  the  application  of  the  Chi- 
cago &  Illinois  Western  R.  R.  to  increase  its  capital  stock  and  to 
issue  the  same. 
August  29 — Washington,  D.  C. — Examiner  John  Agate: 

Finance  Docket  1546 — Application  of  L.  &  N.  R.  R.  to  issue  certain 
capital  stock  to  execute  a  first  and  funding  mortgage  and  to  issue 
certain  bonds  thereunder. 
September  1 — Washington,  D.  C. — Director  Colston: 

Finance  Docket  1535 — In  the  matter  of  the  application  of  the  pro- 
visions of  Section  209  of  the  Transportation  Act,  1920,  to  the  car- 
riers by  railroad  under  common  ownership  or  control. 

September  1 — Chicago,  111. — Examiner  Wilson: 

I.  and  S.  1371 — Sand  and  gravel  from  Michigan  City,  Ind.,  to  Johns- 
town-Connellsville  territory. 


Sept.  1 — Norfolk,  Va. — Examiner  Wilson: 

12771 — Farmers  Mfg.  Co.  et  al.  vs.  Director  General  and  S.  A.   L. 
Sept.  1 — New  York,  N.  Y. — Examiner  Quirk: 

12773 — Union  Sulphur  Co.  vs.  Ahnapee  &  Western  et  al. 
September  2 — Salt  Lake  City,  Utah — Examiner  Keene: 

12821 — Utah  Fuel  Co.  vs.  Director  General. 
Sept.   2 — Beaver   Dam,   Wis. — Examiner   Carter: 

12787 — Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
Sept.  3 — Charlotte,  N.  C. — Examiner  Wilson: 

12804— Queen  City   Iron   &  Steel  Co.   vs.   S.   A.   L..   Director  General 

.•I       !,l 

September  6 — Boston,  Mass. — Examiner  Gerry: 

I.  and  S.  1369 — Woolen  yarn  from  Skowhegan,  Me.,  to  Boston.  Muss.. 

and  other  points. 
September  6 — Chicago,    111. — Examiner   Carter: 

12810 — Columbia  Quarry   Co.    vs.    Director   General. 
September  6 — San  Francisco.  Calif. — Examiner  Keene: 

12896 — East  Bay  Water  Co.  vs.  Director  General. 

12843 — Pacific  Rice  Mills  et  al.  vs.  Director  General. 
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Beyond  the  Rockies  — 

in  the  primeval  forests  of  Western  Canada,  Washington  and  Oregon' 
throughout  the  rich  oil  fields  of  California  and  Mexico — you  will  find 
"Pennsylvania"  Tank  Cars  taking  their  part  in  the  important  task  of 
transporting  the  country's  ^valuable  liquid  resources  for  the  leaders  of 
the  Nation's  business. 


Petroleum  Products,  Vegetable  Oils,  Tanning  Extracts,  Flavors, 
Chemicals  and  Wines — all  must  be  carried  quickly  and  safely  from 
producer  to  manufacturer  and  from  manufacturer  to  consumer. 

And  so  do  "Pennsylvania"  Tank  Cars  supply  a  vital  link  in  the 
chain  of  transport  necessary  to  keep  the  wheels  of  Industry  and 
Commerce  running  smoothly  and  efficiently. 

"After  AH,  Service  Count*" 

The    Pennsylvania    Tank    Car    Company 


SHARON,  PA. 


New  York 


St.  Loui> 


Houston 


San  Francisco 


There  are  more  than  5,000 
"Pennsylvania"  Tank  Cars  in 
the  Pennsylvania  Tank  Line. 
These  cars  are  leased  to  Pro- 
ducers, Refiners  and  Marketers 
of  Petroleum  and  other  Liquid 
Products.  We  now  have  avail- 
able for  immediate  lease  at  at- 
tractive figures  a  limited  num- 
ber of  8,000  and  10,000-galIon 
cars.  Write  us  for  further 
particulars  as  to  lease  and 
operation. 

PENNSYLVANIA  TANK  LINE 
SHARON,  PA. 


"Pennsylvania"  Tanl\  Cars  are  Used  by  Leaders  of  Industry 
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September  7 — Washington,  D.  C. — Examiner  W.  H.  Wagner: 
12478— Allowance  of  mileage  for  Mississippi  River  crossings.     (Hear- 
ing confined  to  introduction  of  testimony  bearing  on  crossings  at 
Angola,  La.) 

September  7 — Chicago,   111. — Examiner   Carter: 
12807 — California    and    Hawaiian    Sugar    Refining    Corp.    et    al.    vs. 

A.  T.  &  S.  F.  et  al. 
Sept.  7— Washington,  D.  C.— Examiner  Fuller: 

5504 — The  Cotton  Manufacturers'  Assn.  of  S.  C.  vs.  C.  C.  &  O.  et  al. 
September  7 — Columbus,  Ohio — Examiner  Mullen: 

12712 — Hood   Coal  Co.   et   al.   vs.   Monongahela   Valley   Traction    Co. 

et  al. 

Sept.   7 — Knoxville,   Tenn. — Examiner   Gault: 
12762 — Southern  Appalachian  Coal  Operators'  Assn.  et  al.  vs.  C.   N. 

O.  &  T.   P.  et  al. 

September  7 — Colorado  Springs,  Colo. — Commissioner  Hall: 
12855 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General,  Colorado 

&  Wyoming. 

12856 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
12935 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
12936—1716  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12937 — The  Cotorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12938 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12938    (Sub.    No.   1) — The   Colorado   Fuel   and  Iron   Co.   vs.   Director 

General. 

12939 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General. 
12948 — The  Colorado  Fuel  and  Iron  Co.  vs.  Director  General  et  al. 
September  7 — San  Francisco,  Calif. — Examiner  Keene: 

12800 — A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General  and  Sacramento  Northern. 
12802 — A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General. 
Sept.  7 — Pittsburgh,  Pa. — Examiner  Cassidy: 

12812 — Gulf  Refining  Co.  vs.  Director  General  and  P.  R.  R. 

12678 — American  Fruit  Growers,  Inc.   (Crutchfleld  &  Woolfolk  Div.). 

vs.  American  Ry.  Express  Co. 
Sept.  7 — Providence,   R.   I.— Examiner  Gerry: 
12839 — Providence  Fruit  &  Produce  Exchange  vs.   Rhode  Island  Co. 

et  al. 

September  8 — Chicago,   111. — Examiner  Carter: 

12699 — American    Farm   Bureau    Federation    et    al.    vs.    Aberdeen    & 
Rockfish  et  al. 

September  8 — San  Francisco,  Calif. — Examiner  Keene: 

12723 — Western  Meat  Co.  vs.  Director  General. 

12723  (Sub.  No.  1)— Pacific  Coast  Steel  Co.  vs.  Director  General. 
September  8 — Columbns,   Ohio — Examiner  Mullen: 

12803 — Southern  Ohio   Power  Co.   vs.   Director   General  and  Hocking 
Valley. 

Sept.  8— Little  Rock,  Ark.— Examiner  Mackley: 

12891 — In   the  matter  of  intrastate  rates  of  the  American  Ry.   Ex- 
press Co.  between  points  in  the  state  of  Arkansas. 
September  9 — Chicago,   111. — Examiner  Carter: 

12841— The    Chicago,    Lake    Shore    &    South    Bend    Ry.    Co.    vs.    III. 

Cent. 

12727 — Fairbanks,  Morse  &  Co.  vs.  Director  General. 
September  9 — San  Francisco,  Calif. — Examiner  Keene: 

12741 — Nevada  Packing  Co.  vs.  Southern  Pacific  et  al. 
September  9 — Columbus,  Ohio — Examiner  Mullen: 
12816 — Hocking  Valley  Brick  Co.   vs.   Director  General  and  Hocking 

Valley. 

Sept.  9 — Springfield,  Mass. — Examiner  Gerry: 

12809— East  Springfield  Citizens'   Club  et  al.  vs.   American  Ry.   Ex- 
press Co. 

iept.  9— Cincinnati,  O.— Examiner  Jewell: 

12785— The   Buckeye  Cotton   Oil  Co.  vs.   Director  General,   A.   C.   L. 
et  al. 

(ept.   9 — Chattanooga,   Tenn. — Examiner  Gault: 

12734 — Southern  Clay  Mfg.  Co.  vs.  Director  General  A.  &  W.  P.  et  al. 
12674 — The  Mitchell  Mfg.  Co.  vs.   B.   &  O.   et  al. 

September  9 — Washington,  D.  C. — Examiner  Paulson: 
I.  and  S.  1378 — Lumber  and  other  forest  products  from  southeastern 
points  to  N.  &  W.  R.  R. 

teptember  12 — Columbus,  O. — Examiners  Quirk  and  Quevedo: 
I.  and  S.  1381— Coal  from  D.  T.  &  I.  R.  R.  mines. 
12851 — In  the  matter  of  intrastate  rates  on   bituminous  coal  within 

the  state  of  Ohio. 

12698 — Southern  Ohio  Coal  Exchange  vs.   C.   &  O.   et  al. 
12828— Michigan  Paper  Mills  Traffic  Assn.  vs.  O.  &  O.  et  al. 
12977 — Jackson  Chamber  of  Commerce   et  al.   vs.   Ann  Arbor   R.   R. 

et  al. 

September  12— Cleveland.  O.— Examiner  Cassidy: 

I.  and  S.  Docket  1374 — Estimated  weight  on  petroleum  crude  oil  from 
Texas. 

September  12 — San  Francisco,  Calif. — Examiner  Keene: 

1.   and   S.   1362 — Decreased   free   time   allowance   at   ports   on   traffic 

from  California. 

Sept.   12 — Washington,   D.   C.— Examiner  McQuillan: 
4800 — Sloss-Sheffield  Steel  &  Iron  Co.  et  al.  vs.  L.  &  N.  et  al.     (Sole 
purpose  of  receiving  proof  of  claims  of  complainants,   Roane  Iron 
Co.  and  Citico  Furnace  Co.) 
September  12 — Chicago,  111. — Examiner  Carter: 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral and  Ind.  Harbor  Belt. 

September  12 — St.  Louis,  Mo. — Examiner  Jewell: 
12722 — Roxana  Petroleum  Corp.  vs.  Director  General,  Wichita  Falls 

&  N.  W.  et  al. 

12806 — Roxana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 
12806  (Sub.  No.  1) — Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 
Sept.   12 — Tulsa,  Okla. — Examiner  Mackley: 

12742 — Empire  Refineries,  Inc.,  vs.  Director  General.  St.  L.-S.  F.  et  al. 
12834 — Victory  Window  Glass  Co.  vs.  A.  T.  &  S.  F.  et  al. 
Sept.   12 — Washington,  D.  C. — Examiner  Fuller: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  Western  Md.  et  al. 
September  12 — Savannah,  Ga.— Examiner  Wilson: 

12697 — The  Savannah  Cotton  Exchange  et  al.  vs.  A.  C.   U  et  al. 
Sept.  12 — Albany,  N.  Y. — Examiner  Gerry: 

12805 — The  Schuhle   Pure  Grape  Juice  Co.   et  al.  vs.   Director  Gen- 
eral, N.  Y.  N.  H.  &  H.  et  al. 
12894 — Schuhle's  Pure  Grape  Juice  Co.   et  al.   vs.   Director  General. 

N.  Y.  N.  H.  &  H.  et  al. 
Sept.  12— Corinth,   Miss.— Examiner  Gault: 
"741 — Corinth  Grocery  Co.  vs.   M.  &  O. 


Sept.   13 — St.  Louis,  Mo. — Examiner  Jewell: 
12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 

et  al. 

12737 — Slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737  (Sub.  No.  1)— Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
September  13— Little  Rock,  Ark.— Examiner  F.  E.  Brown  and  Arkansas 

Railroad  Commission: 
11775 — Arkansas  rates  and  fares  (rates  on  road  building  materials). 

September  13 — Chicago,  111. — Examiner  Wilson: 

I.    and    S.    1377 — Substitution    of    single-deck    for    double-deck   cars 

ordered. 
Sept.   13 — Oklahoma  City,   Okla. — Examiner  Mackley: 

12721 — Anderson  Clayton  &  Co.  vs.  Director  General. 
September  13 — Portland,  Ore.— Commissioner  Hall: 

6490 — Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

8819 — West  Coast   Lumbermen's  Assn.   et  al.   vs.   Boston   &  Albany 

et  al. 
September  14 — New  York,  N.  Y. — Examiner  Gerry: 

12672— The  Barber  Asphalt  Paving  Co.  vs.  L.  V. 

*  12756— Standard  Underground  Cable  Co.  vs.  L.  V. 
September  14— ^Cleveland,  O. — Examiner  Cassidy: 

12479 — American  Shipbuilding  Co.  et  al.   vs.  Director  General,  B    & 

O.  et  al. 
12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  Director  General,  B.  &  O.  et  al. 
12826 — The   Grasselli   Chemical    Co.   vs.   Director  General.   N.   Y.   O 

et  al. 
Sept.   14 — Oklahoma  City,   Okla. — Examiner  Mackley: 

12460 — The  Oklahoma  Live  Stock  Exchange  et  al.  vs.  Director  Gen- 
eral, Abilene  &  Southern  et  al. 
September  14 — St.  Louis,  Mo. — Examiner  Jewell: 

12794 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Missouri  Pacific 

et  al. 
Sept.  14 — Macon,  Ga.— Examiner  Wilson: 

12823 — Macon  Chamber  of  Commerce  vs.  Bangor  &  Aroostook  et  al. 
Sept.   14 — Meridian,   Miss. — Examiner  Gault: 

12730— The  Eagle  Cotton  Oil  Co.  vs.  A.  G.  S. 
September  15 — Tulsa,  Okla. — Examiner  F.  E.  Brown: 

*  12953 — Manhattan  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 
September  15 — New  York,  N.  Y. — Examiner  Gerry: 

12725— U.  S.  Steel  Products  Co.  vs.  Director  General,  A.  &  V.  et  al. 
September  15 — St.  Louis,  Mo. — Examiner  Jewell: 
12779 — National   Preservers'    and   Fruit  Products'   Assn.   vs.   Abilene 

&  Southern  et  al. 
12779   (Sub.   No.   1)— National  Preservers'   and  Fruit  Products  Assn. 

vs.  Director  General. 

Sept.  15 — New  Orleans,  La. — Examiner  Gault: 
12775 — Foxley  Stave  &  Lumber  Co.  vs.  L.   &  N. 
12799 — Board  of  Commissioners  of  the  Port  of  New  Orleans  vs.  Di- 
rector General. 
12799   (Sub.    No.   1)— Doullut  &  Williams   Shipbuilding  Co.,   Inc.,  vs. 

Director   General. 
September    15 — Los   Angeles,   Calif. — Examiner   Keene: 

12796 — Los  Angeles  Pressed  Brick  Co.   vs.   Pacific  Electric  et  al. 
12811 — Globe  Cotton  Oil  Mills  vs.  Director  General. 
September    15 — Baltimore,   Md. — Examiner   Fuller: 

12850— James  T.   Sykes  and  James  E.   McDonnell,   trading  as  J.   H. 

Dashftelds  &  Co.,  vs.  Director  General. 
September  16— New  York,  N.  Y.— Examiner  Gerry: 

*  12863— Wm.   H.   Kidston  et  al.,    trading  as  A.   G.   Kidston   &  Co    vs. 

Pa.  R.   R. 
12748— *V,illiam   H.  Kidston  et  al.,  trading  as  A.  G.  Kidston  &  Co., 

vs.  D.  L.  &  W.  et  al. 

September  16 — Birmingham,  Ala. — Examiner  Wilson: 
12815 — West   Alabama   Lumber   Co.   vs.    Director   General,   A.   &  V. 

et  al. 
12817— West  Alamaba  Lumber  Co.  vs.  Director  General,  A.  T.  &  N. 

et  al. 
12822 — West   Alabama   Lumber  Co.    vs.    Director   General    Sou.    Ry. 

et  al. 

September  17— Chicago,  111.— Examiner  Wilson: 

*  12801— Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
September  17 — Birmingham,  Ala. — Examiner  Carter: 

I.  and  S.  1373— Lumber  to  Selma,  Ala.,  from  Alabama  &  Northwest- 
ern R.  R. 

September  17 — Chicago,  111. — Examiner  Carter: 

11640— Swift  &  Co.  vs.  Director  General. 
September  17 — Monroe,   La. — Examiner  Gault: 

12788— Ouachita  Valley  Glass  Co.,  Inc.,  vs.  A.  &  V.  et  al. 

12875— Southern  Carbon  Co.  vs.  Mo.  Pac.  et  al. 

September  17— Birmingham,  Ala.— Examiner  Wilson: 
12832 — Southern  Manganese  Corp.  vs.  L.  &  N. 

September  19 — New  York,  N.  Y. — Examiner  Gerry: 

*  12831—  Butterworth-Johnson  Corp.  vs.   C.  R.  R.  of  N.  J. 
September  19— Norfolk,  Va.— Examiner  Keeler: 

*  12681 — In  re  charges  for  wharfage,   handling,   storage  and  other  ac- 

cessorial services  at  south  Atlantic  and  gulf  ports. 
September   19 — Nashville.    Tenn. — Railroad   and   Public   Utilities   Cora- 
mission  of  Tennessee: 

Finance  Docket  1463 — In  re  application  of  L.  &  N. 
September  19 — Detroit,  Mich.— Examiner  Cassidy: 

12676 — The  Dow  Chemical  Co.  vs.  Pere  Marquette  et  al. 
September  19 — Chicago,  111. — Examiner  Carter: 

12223 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 

11012 — Swift  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
September  19 — Phoenix,  Ariz. — Examiner  Keene: 

12539 — Arizona  Packing  Co.  vs.  Director  General,  Arizona  Eastern. 
September   19 — York,    Pa.— Examiner  McGrath: 

12900 — Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  et  al. 
September  19 — Monroe,  La. — Examiner  Gault: 

12880— Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 
September  19 — Kansas  City,  Mo. — Examiner  Jewell: 

10771 — United  Iron  Works  Co.   vs.   Director  General,   A.   T.   &  S.  F 
et  al. 

Portions  of  Fourth  Section  Application  701,  F.  A.  Leland  and  others 
filed  by  various  western  carriers. 

12639— The  B.  F.  Clay  Grain  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
Sept.  19 — Ft.  Worth,  Tex. — Examiner  Mackley: 

12844 — Invincible  Oil  Co.  vs.  K.  C.  S.  et  al. 

12752 — Ft.  Worth  Freight  Bureau  vs.  Beaumont.  Sour  Lake  &  West- 
ern et  al. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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September  19 — Montgomery,  Ala. — Examiner  Wilson: 

12751 — The  Sweet  Dreams  Co.  vs.  L.  &  N.  et  al. 
September  20 — Kansas  City,  Mo. — Examiner  Kephart: 

I.  and  S.  1367 — Interchange  switching  at  Topeka,  Kan. 
September  20 — Washington,  D.  C. — Examiner  Paulson: 

12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
September  20 — Ft.  Worth,  Tex.— Examiner  Mackley: 

I.   and    S.   1357 — Application   of  rate  and  min.   wt.   on   live   stock   in 
mixed  carloads. 

12757 — Texas  Livestock   Shippers'    Protective   League   et   al.   vs.   Di- 
rector General,   St.  L.   S.  W.  of  T. 
September  20 — Phoenix,  Ariz. — Examiner  Keene: 

12907 — Arizona  Cattle  Growers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
September  20 — New  York,  N.  Y. — Examiner  Gerry: 

12833 — The  Kalbfleisch  Corp.  vs.  Sou.  Ry.  et  al. 

12833  (Sub.   No.  1)— The  Kalbfleisch  Corp.  vs.  C.  of  Ga.  et  al. 

12838— Elk  Tanning  Co.  vs.  Erie  et  al. 
September  21 — Phoenix,  Ariz. — Examiner  Keene: 

*  I.  and  S.   1383 — Classification  ratings  on  fresh  fruit  and  vegetables. 
September  21 — Washington,  D.   C. — Examiner  Fuller: 

12786 — Southern  Fisheries  Assn.  vs.  Amn.  Ry.  Exp.  Co.  et  al. 

12784 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 

12747 — Merchants'  and  Manufacturers'  Assn.  of  Baltimore  vs.  Ameri- 
can Ry.  Express  Co. 
September  21 — Chicago,  111. — Commissioner  Hall: 

6490— Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

8819 — West  Coast  Lumbermen's  Assn.   et  al.   vs.   Boston   &   Albany 

et  al. 
September  21 — Chicago,  111. — Examiner  Carter: 

I.  and  S.   1361— Switching  between  connecting  lines  and  C.   &  E.  I. 

team  tracks  at  Chicago,  111. 
September  21 — Indianapolis,  Ind. — Examiner  Cassidy: 

12792 — American  Hominy  Co.  vs.  Director  General 

12776 — North  Manchester  Foundry  Co.  vs.  C.  C.  C.  &  St.  L. 
September  21— Harrisburg,  Pa.— Examiner  McGrath: 

12789 — Central  Iron  and  Steel  Co.  vs.  Campbell's  Creek  Co.  et  al. 
September  21 — Helena,  Ark. — Examiner  Gault: 

12732— Helena  Traffic  Bureau  et  al.  vs.  Director  General  and  Mo.  Pac. 

12732    (Sub.   No.   1)— Buckeye   Veneer  Co.   vs.   Director  General   and 
Mo.  Pac. 

September   21 — Pensacola,    Fla. — Examiner  Wilson: 

12864 — John  A.  Merritt  &  Co.  vs.  Cent,  of  Ga.  et  al. 
September  21 — Washington,  D.  C. — Examiner  Paulson: 

12739 — Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 
September  22 — New  York,  N.  Y. — Examiner  Gerry: 

12781 — WJIckes,   Martin,   Wilckes  Co.  vs.  Director  General,   B.   &  O. 
et  al. 

12761 — Rosin  and  Turpentine  Export  Co..  Inc..  vs.  A.  C.  L.  et  al. 
September  22 — Hastings,  Neb.— Examiner  Kephart: 

12709 — Chamber  of  Commerce  of  Grand  Island,  Neb.,  et  al.  vs.  Aber- 
deen &  Rockflsh  et  al. 

September  22 — Memphis,  Tenn. — Examiner  Gault: 

12750 — Memphis  Freight  Bureau  for  Abston,  Wynne  &  Co.  et  al.  vs. 

Mo.  Pac.  et  al. 
September  22 — Indianapolis.  Ind. — Examiner  Cassidy: 

12718 — Capital  Warehouse  Co.  vs.  Director  General,  Grand  Trunk  of 
Canada. 

12718  (Sub.  No.  1) — Capital  Warehouse  Co.  vs.  Director  General. 

12719— Capital  Warehouse  Co.  vs.  Director  General,  C.  &  N.  W.  et  al. 

12720 — Capital  Warehouse  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 
September  22 — Washington,  D.  C. — Examiner  Paulson: 

12760— Clarendon  Refining  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
September  23 — Indianapolis,  Ind. — Examiner  Cassidy: 

*  I.  and  S.  1382 — Brick  and  articles  taking  same  rates  from  Danville, 

III.,  to  Chicago  rate  points. 
September  23 — Chicago.  111.- — Examiner  Wilson: 

12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12701 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 


12702 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

12704 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

12824 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

12710 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
September  23 — Washington,  D.  C. — Examiner  Paulson: 

12845 — Harry  A.  Pitts  vs.  T.  &  P.  et  al. 
September  23 — Tampa,  Fla. — Examiner  Carter: 

12770 — Henry  E.  Taylor  et  al.,  receivers  of  Key  West  Gas  Co.,  vs. 
Director  General,  Interstate  R.  R.  et  al. 

12769 — The    Tampa  Gas   Co.    vs.    Director   General.    Interstate    R.    K. 

et  al. 
September  23 — New  York,  N.  Y. — Examiner  Gerry: 

12820 — West  Virginia  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General. 
September  23 — Williamsport,  Pa. — Examiner  McGrath: 

11157 — Central  Pennsylvania  Lumber  Co.  vs.  Director  General,  Pa. 
R.  R.  et  al. 

Sept.  23 — Dallas,  Tex.— Examiner  Mackley: 

12677 — S.  M.  Bulley  &  Sons  vs.  Director  General,  G.  H.  &  S.  A.  et  al. 
12684 — Magnolia   Petroleum   Co.   vs.   Director   General,  St.   L.   S.  W. 

et  al. 

September  23 — Louisville,   Ky. — Examiner  Gault. 

11497 — Owensboro  Chamber  of  Commerce  et  al.  vs.   L.   H.   &  St.  L. 
Ry.    et   al.,    portions   of   Fourth    Section   Application    No.    1065   of 
L.  H.  &  St.  L.  Ry. 
September  24 — Tampa,  Fla. — Examiner  Carter: 

12793 — Central  Cypress  Co.  vs.  Director  General: 
September  24 — Doming,  N.  M. — Examiner  Keene: 
12961 — Arizona   Copper   Co.,    Ltd.,   vs.   Director   General,    Arizona  & 

New  Mexico  et  al. 

12542 — Arizona  Copper  Co.,  Ltd.,  vs.  Arizona  &  New  Mexico  et  al. 
September  24 — Dayton,  O. — Examiner  Cassidy: 
12846 — The  Dayton  Malleable  Iron  Co.  vs.  Kanawha  &  Mich,  et  al. 
12836— The  Albert  R.  Hosteller  Co.  vs.  D.  T.  &  C.  el  al. 
September  24 — Tampa,  Fla. — Examiner  Wilson: 

12814 — Tampa  Coal  Co.  vs.  Director  General. 
September  26 — Charleston.  S.  C. — Examiner  Keeler: 

*  12681 — In  re  charges  for  wharfage,   handling,   storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  26 — Louisville,  Ky. — Examiner  Gault: 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
September  26 — Argument  at  Washington,  D.  C.: 

Finance  Docket  383 — Application  of  Chicago,  New  York  &  Boston 
Refrigerator  Co.  for  certification  of  a  partial  paymenl  under  Sec- 
tion 209  of  Transportation  Act. 

September  26 — Washington,  D.  C. — Examiner  Fuller: 
11214 — Application  of  the  U.  S.  Steel  Products  Co.  et  al.  under  the 
provisions  of  section  5  of  the  interstate  commerce  act,  in  connec- 
tion  wilh  Ihe  ownership  and  operation   of  steamer  lines   through 
the  Panama  canal. 
September  26 — El  Paso,  Tex. — Examiner  Keene: 

I.  and  S.  1364 — Class  rates  between  El  Paso,  Tex.,  and  points  in  New 

Mexico  and  Arizona. 
Sept.  26— Dallas,  Tex. — Examiner  Mackley: 

12783 — Rio  Grande  Oil   Co.   vs.   Arizona  Eastern   et  aL 
September  26 — New  York,  N.  Y. — Examiner  Gerry: 

12827 — Republic  of  France  vs.  M.  K.  &  T.  of  Texas  et  al. 
12829 — Republic  of  France  vs.  Ind.  Harbor  Belt  et  al. 
12825 — Republic  of  France  vs.  W.  &  L.  E.  et  al. 
September  26 — Lincoln,  Neb. — Examiner  Jewell: 
12790— Lincoln  Chamber  of  Commerce  vs.  Director  General    C    B    & 

Q.  et  al. 

12791 — Lincoln  Chamber  of  Commerce  vs.  D.  &  R.  G.,  Director  Gen- 
eral et  al. 
September  26 — Washington,  D.  C. — Examiner  Paulson: 

12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General 
12652 — Tile  Atlas  Portland  Cement  Co.   vs.  C.  R.   R.  of  N.  J.  et  al. 
Such  fourth  section  departures  as  may  exist  will  be  considered  in 
Ihe  disposal  of  Ihis  complaint. 
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CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  A  Counsellor 

Rate  Analysis — Claims 

Transportation  971  8PITZER  BLDO. 

Trackage  Arrangements— Demurrage     TOLEDO,  OHIO 

General  Matters  Relating:  to  State. 

Interstate  and  Foreign  Commerce 


QEOROE  H.  BEOWN      QKOBOK  L.  BOYLI 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Building,  Washington.  D.  C 

Tel.  pbome  Main  2702 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  VIce-Presldent,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
state Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 

COMMERCE  COUNSEL 

Suite     112O    Hurt    Building 

ATLANTA,  GA. 

CLYDE  N.  THOMPSON 

INDUSTRIAL  TRAFFIC   MANAGER 

All     Traffic     and     Transportation     matters. 

Traffic  Service  Rendered  on  monthly 

basis.   Correspondence  solicited. 

MOREHEAD,    KY. 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Kxamlnar,  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  IB  tfce 
practice  of  law  at  Loulsrllle,  Ky. ) 

Special  attention  to  matters  before  the  lateretate 
Commerce  Commission.  Income  Tax  Unit,  Federal 
Trade  Commiuioi,  United  State*  ShlppiMf  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDO.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attenlion  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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IE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
DLORADO    BUILDING 
Telephone.   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone.   Harrlton  8808 


;,i  :>  ;;  • 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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CARS 

For  anything  and  everything 


'"PHIS  company  serves  every  basic 
•*•  industry.  If  science  will  make 
a  thing  transportable,  the  company 
will  build  the  car.  Many  revolu- 
tionary improvements  in  American 
car-building  practice  have  been  first 
introduced  in  its  three  great  car 
shops. 

Here  is  an  all-steel  gondola  for 
extra  heavy  service  —  self-cleaning, 
with  quick-acting  drop  bottom  un- 
loading device,  and  many  other  spe- 
cial features. 

The  "Fish  Belly"  type  center  sill 
and  the  extremely  rigid  construc- 
tion insure  long  life,  low  mainte- 


nance cost  and  uninterrupted  opera- 
tion. 

The  accumulated  knowledge  and 
skill  of  the  organization  that  pro- 
duces this,  and  all  other  types  of 
cars,  is  at  the  service  of  all  car 
users,  no  matter  where  located, 
through  the  company's  free  Consul- 
tation Bureau. 

Whether  your  requirements  are 
standard,  or  whether  they  demand 
special  modifications,  the  company 
is  equally  well  equipped  to  fill  them. 

Just  write  the  address  below,  stat- 
ing the  situation  on  which  you  wish 
to  be  advised. 


m 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Bldg.,  Chicago,  U.S.A. 

Plant*  at:    East  Chicago.  Ind.;  Sand  Spring!,  Okh.;  Warren,  Ohio 

Salen  Offices:   17  Battery  Place,  New  York; 

24  California  St.,  San  Francisco 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 

PHILADELPHIA] 


[HAMBURG 
TO      \  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA 


TO 


LOS  ANGELES 
SAN  FRANCISCO 
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RAILROAD  EDUCATIONAL  BUREAU 

It  seems  to  us  that  one  thing  the  railroads  need  at 
this  time  as  much  as  any  other  is  an  educational  bureau, 
<>r  an  amplification  or  improvement  of  present  methods 
Hi  disseminating  information  to  the  public.  Publica- 
tions concerned  especially  with  transportation  subjects 
cannot  take  up  every  rumor  circulated  by  or  through  the 
daily  press  nor  attempt  to  correct  the  wrong  impressions 

••  IK  isc  who  present  such  matters  for  public  considera- 
tion. Even  if  they  could  and  did,  what  they  say  is  not 
read  by  the  .general  public.  They  only  reach  those  per- 
-ojis  who  already  arc  supposed  to  have  more  or  less  cor- 

i    ideas. 

The   railroads  do   put    out    considerable    literature, 

Ijnore  or  less  carefully  compiled,  but  not,  we  think,  so 

handled    and    distributed    as    to   obtain    the    best   effect. 

y  do  not  treat  intensively  enough  specific  incidents. 

;For  instance,  a  man  well  known  to  the  public  and  the 

-s    makes   a    speech    in    which    he   says    things   about 

•transportation.     What  he  says  is  printed  and,  of  course, 

"-wallowed"  by  that  great  part  of  the  public   that  has 

liule  or  no  other  information  on  the  subject. 

As  an  illustration  of  what  we  mean,  Andreas  Burk- 
hardt.  connected  with  the  American  Farm  Bureau  Fed- 
eration, made  an  address  in  Washington,  D.  C.,  August 
11,  in  which  he  said: 

Producers  cannot  ship  because  there  are  no  cars  in  which 
to  place  their  goods.  The  railroads  say  they  cannot  afford  to 
tu'.y  m  w  equipment.  Between  the  two  stand  the  consumer,  un- 
pble  to  procure  bare  necessities  in  a  land  of  plenty. 

The   railioads   are  so  impoverished   by  stock   manipulations 
RSI  ihat  they  cannot  get  money  to  repair  their  road  beds, 
locomotives,  expand  terminal  facilities.    It  will  be  many 
many   years   before  they  are  on   their  feet. 

The  carriers  ought  to  have  machinery  through  which 

they    could    have    immediately    replied   to    this    incorrect 

and  misleading  statement  so  that  what  they  said  would 

•  n  printed  in  reply  or  would  at  lea-t  ha\e  -ervcd 


to  educate  the  recipients  to  the  end  that  they  would  not 
comment  favorably  on  what  Mr.  Burkhardt  said. 

Recently  there  was  held  in  Cincinnati  a  convention 
of  the  National  Apple  Growers'  Association  at  which 
the  railroads  were  greatly  criticised  and  the  statement, 
among  others,  made  that  in  a  great  many  cases  seventy 
per  cent  of  the  retail  price  of  fruit  was  paid  to  the  rail- 
roads. The  newspapers  "eat  up"  such  statements  as 
that  and  print  them  with  prominent  head  lines.  They 
are  believed  by  a  great  majority  of  newspaper  readers 
who  have  no  means  of  knowing  their  falseness.  The 
railroads  should  see  to  it  that  they  at  least  have  an  op- 
portunity to  get  the  facts.  The  way  to  accomplish  this 
is  to  treat  every  case  of  this  sort  immediately  and 
intensively. 

Perhaps  the  best  illustration  of  what  we  mean  is  to 
be  found  in  the  Henry  Ford  purchase  and  operation  of 
the  D.  T.  and  I.  Railroad,  which  is  being  used,  sometimes 
with  malicious  purpose  and  sometimes  innocently,  to 
implant  in  the  public  mind  the  impression  that  Ford  is 
able  to  accomplish  what  experienced  railroad  men  have 
failed  to  do.  The  railroads  are,  apparently,  making  little 
effective  effort  to  counteract  this  impression,  though  it 
is  most  dangerous  to  their  welfare. 

Perhaps  nine-tenths  of  the  public  believe  that  freight 
rates  generally  are  so  high  as  to  be  responsible,  in  great 
measure,  for  the  prevailing  bad  business  conditions. 
Why?  Because  self-serving  persons,  demagogues  in 
Congress,  and  ignorant,  though  well-meaning  editors 
and  others,  have  said  so,  and  the  railroads  have  not  "put 
across"  the  facts  in  the  proper  places.  The  railroads,  of 
course,  are  not  the  only  ones  who  are  concerned  in  hav- 
ing the  facts  generally  known  and  understood,  but  they 
seem  to  be  the  ones  who  must  carry  the  burden  of  edu- 
cation if  it  is  to  be  undertaken. 

As  an  example  of  the  misapprehension  that  exists 
among  even  metropolitan  newspapers  with  respect  to  the 
significance  of  Henry  Ford's  railroad  activities,  we  quote 
the  following  from  the  Louisville  Post : 

Every  financial  journal  of  New  York  and  Chicago,  and  some 
of  the  daily  papers  as  well,  are  busy  these  days  explaining  why 
Henry  Ford  is  sure  to  make  a  sad  failure  of  the  attempt  to 
operate  the  small  railroad  he  recently  acquired. 

Mr.  Ford's  first  act  after  getting  this  railroad  was  to  reduce 
freight  rates.  The  road  was  carrying  little  freight  at  the  time, 
but  the  reduction  in  freight  rates  afforded  exactly  the  stimulus 
I  hat  was  needed  and  the  cars  began  to  move.  This  is  not  dis- 
puted by  Mr.  Ford's  critics,  but  it  is  affirmed  that  he  is  not  al- 
lowing enough  for  depreciation,  etc.,  and  his  venture  is  sure  to 
fail. 

But  why  not  wait  and  see?  Mr.  Ford  has  made  his  mistakes, 
tint  few  of  them  have  been  business  mistakes.  His  anti-Jewish 
'  appeals  to  us  not  at  all,  and  we  condemn  it — condemn  It 


445 


446 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  10 


M  INN  E 


r/ 


QCLF,  MOBILE  &  MORTHEBS 
RAILROAD 

AST)   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 
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San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 

Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

F.'S'DO^tYfA^nt  Traffic*  Manager  C  AN    DIP^O    &    AR I70N  A    R  All  W  A  Y       SanDlPtrn      fallf 

A.  D.  HAGAM^N.  District  Freight  and  Passenger  Agent        OAll    UlCiUU    &    AIU&UFIA    IV AIL  TV  A  I  ,    J&U    UlCgO,    UUII. 


Seplrlllhrr    P..     l!l-l 


THE    TRAFFIC     WORLD 


447 


'h  and  nnresenedl>.  Mm  this  docs  not  alter  the  fact  that 
In-  has  rcpealedl>  proven  himself  a  business  genius  of  the  high- 
est order.  And  il  may  he  iliiii  he  and  In-  alone  has  miessed  the 

.1  the  railroad  lock,  and  ihat  key  may  he  fashioned  by  re- 
diirin.n  freight  rales,  and  thus  attracting  traffic. 

Ami  as  an  cvmiplc  of  tin-  wrong  ideas  that  prevail 
among  and  arc  being  circulated  by  the  newspapers  of  the 
smaller  editors,  wo  quote  the  following  from  the  Durango 
((  olo. )  Democrat: 

\Vh\    not  let  Henry  Ford  have  the  railroads?    Recently  he 

'l  tin    interstate  Commerce  Commission's  consent  to  reduce 

I'reinht    rates   20   per  cent.     Chances  are  he  won't  get  It.     But 

what   does  all   this  mean  to  the  general  railroad  situation?     Is 

Ford  playing  in  any  special  luck?     Why  can't  the  Ford  system 

be  duplicated?    Does  he  have  special  advantages  over  other  rail 

chiefs?    Shippers  generally  are  asking  these  questions.    It  would 

i  to  l>e  ui>  to  the  other  railroad  chiefs  to  either  imitate  Ford 

Or  show  him  up. 

Arc  the  railroads  "showing  up"  Mr.  Ford?  We  do 
not  think  they  are — and  it  would  be  the  easiest  thing  in 
the  world  to  do. 


HENRY   FORD,  RAILROAD  MAN 

As  an  example  of  educated  ignorance,  we  commend 
an  article  in  the  New  York  Times  of  August  14  by  H.  E. 
lloagland.  Professor  of  Transportation,  Ohio  State  Uni- 
versity. It  is  a  glorification  of  Henry  Ford  for  taking 
the  broken-down  D.  T.  and  I.  Railroad  and  making  of  it 
a  live  and  doubtless  profit-earning  enterprise.  How  was 
this  result  accomplished?  Professor  Hoagland  gives  de- 
tail-. ( )nc  of  them  is  that  one  of  Mr.  Ford's  first  acts  as 
-ident  of  the  D.  T.  and  I.  was  to  dismiss  all  but  one 
jpf  the  officials  and  higher  employes  of  the  old  regime  and 
turn  over  the  operation  of  the  road  to  men  in  the  Ford 
Mi 'tor  Company  organization.  The  advantage  here,  the 
professor  thinks,  was  that  these  men  were  better  than 
railroad  men  because  they  had  no  long  experience  in 
routine  railroad  work  to  unlearn.  And  so  on,  ad  infinitum 
and  ad  nauseam. 

( >ne  of  the  most  interesting  passages  in  the  article 
i-  where  the  professor  naively  tells  how  Mr.  Ford  be- 
lieve- that  his  road  has  not  always  received  a  fair  pro- 
portion of  revenue  collected  from  interline  freight,  and 
so  has  proceeded  to  have  percentage  distribution  of  in- 
terline rates  revised,  that  his  road  may  receive  a  fair 

re  of  such  receipts.  Surely  the  professor  is  too  inno- 
cent for  this  world.  Not  a  word  as  to  how  Mr.  Ford,  big 

'per.  uses  his  influence  as  a  big  shipper  to  compel  the 
divisions  he  thinks  are  fair. 

The  professor  apparently  has  overlooked  the  fact 
that  llenry  Ford  is  not  the  only  railroad  man  who  has 
recently  decided  that  his  line  was  not  getting  big  enough 
divisions  from  interline  freight  and  set  himself  to  the 
task  of  getting  more.  It  seems  to  us  that  the  New  Eng- 
land lines  did  something  of  the  sort,  did  they  not?  But 
they  had  not  Mr.  Ford's  club  and  so  were  not  successful. 
In  this  omission  is  to  be  found  the  real  explanation 
of  Mr.  Ford's  success  as  a  railroad  owner.  As  one  who 

irols  heavy  tonnage,  as -we  have  explained  before,  he 
not  only  routes  all  his  own  freight  over  his  own  road  but 

'pels  the  routing  of  other  freight  over  his  road  by 
connecting  carriers  as  his  price  for  giving  them  business 
after  it  leaves  or  before  it  gets  to  his  road.  It  is  a  per- 
•fectly  legitimate  procedure  from  Mr.  Ford's  point  of  view 
and  a  perfectly  simple  explanation  of  how  his  road  is 


able  to  make  money.  Anyone  who  does  not  >ee  that  Mr. 
Kurd's  success  as  a  railroad  man  is  due  to  his  influence 
as  a  shipper  and  not  to  innovations  in  railroad  method-., 
is  dull  indeed.  If  Mr.  Kurd  were  not  in  the  automobile 
manufacturing  busines-  in  Detroit  all  the  genius  that 
even  his  most  worshipful  admirers  attribute  to  him  would 
not  avail  to  pull  his  railroad  out  of  the  mire. 

It  is  somewhat  understandable  when  the  ordinary 
man  with  no  special  knowledge  credits  the  story  that 
Mr.  Ford  has  revolutionized  railroad  method-,  and  is 
making  money  out  of  a  railroad  that  spelled  failure  for 
experienced  .railroad  men;  but  when  a  professor  of  trans- 
portation in  a  university  "falls  for"  the  same  tale  and 
lends  his  name  and  reputation  to  spreading  it,  one  may 
wonder,  but  he  may  not  understand. 

That  Mr.  Ford  is  doing  what  he  is  doing  would  be 
of  no  importance  and  worthy  of  no  comment  but  for  the 
fact  that  it  is  being  used  to  spread  the  idea  that  the  rea- 
son the  railroads  are  not  making  money  is  because  they 
are  managed  by  a  set  of  incompetents  and  that  if  they 
were  managed  by  a  lot  of  Henry  Fords  there  would  be 
no  trouble.  That  Henry  Ford  is  making  money  out  of 
the  D.  T.  and  I.  has  no  more  significance  with  relation 
to  the  railroad  problem  than  has  the  fact  that  his  peace 
ship  didn't  get  the  men  out  of  the  trenches  by  a  certain 
scheduled  Christmas. 

In  striking  contrast  with  the  article  by  Professor 
Hoagland  is  one  on  the  same  subject  by  W.  J.  Cunning- 
ham, professor  of  transportation  at  Harvard  University, 
in  the  Chicago  Evening  Post.  Professor  Cunningham 
takes  precisely  the  correct  view  of  Mr.  Ford's  railroad 
activities  and  shows  how  it  is  possible  for  him,  as  a  big 
shipper,  to  do  some  things  with  the  D.  T.  and  I.  that  no 
one  but  such  a  big  shipper  could  do.  How  there  could 
be  such  a  radical  difference  between  two  such  presumably 
brainy  and  unbiased  men  as  to  the  fundamental  facts  with 
relation  to  this  transportation  development,  is  difficult 
to  see. 


HENRY  FORD  NOT  A  WIZARD 

(By  W.  J.  Cunningham.  Professor  of  Transportation.  Harvard  Univer- 
sity, in  the  Chicago  Evening  Poat.) 

The  favorable  reaction  of  the  general  public  toward  the  re- 
ported achievements  of  Henry  Ford  in  operating  his  400-mile 
railroad — the  Detroit,  Toledo  and  Ironton — adds  another  element 
of  discouragement  to  the  already  dark  outlook  of  the  railroad 
executive.  The  public  appears  to  be  willing  to  believe  that  Ford, 
with  no  previous  knowledge  of  operation  of  railroads  or  the  busi- 
ness of  transportation,  in  applying  the  same  principles  that  have 
worked  so  well  in  the  Ford  factories,  is  achieving  success  while 
other  railroads  are  failures. 

Little  more  than  a  year  ago  the  public  was  demanding  the 
termination  of  government  operation  of  railroads  and  insisting 
upon  a  quick  return  to  private  management.  This  insistence  that 
control  over  operation  should  again  be  intrusted  to  the  execu- 
tives who  had  been  trained  in  railroad  service  indicated  public 
confidence  in  their  ability  and  integrity,  and  the  enactment  by 
congress  of  the  transportation  act,  with  its  more  liberal  and 
helpful  principles  of  regulation,  was  believed  to  mark  a  new 
era  in  the  relations  between  the  general  public  and  railroad  man- 
agement. 

But  things  have  not  run  smoothly  since  the  railroads  were 
returned.  Largely  because  of  the  general  business  depression 
railroad  earnings  and  railroad  service  have  suffered,  and  the 
attitude  of  the  public  is  one  of  placing  the  entire  responsibility 
upon  railroad  management.  Explanations  based  upon  elementary 
logic  and  simple  arithmetic  are  unconvincing.  The  general  be- 
lief appears  to  be  that  there  is  "something  rotten  somewhere." 
and  that  the  railroad  managers  have  failed  when  they  should 
have  succeeded.  Willing  ears  are  lent  to  criticism  of  all  kinds, 
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and  the  public  confidence  of  a  year  ago  has  been  displaced  by 
an  atmosphere  or  distrust. 

This  distrust  is  seen  in  the  ready  acceptance  of  the  stories 
of  Ford  miracles  on  a  small,  broken-down  road,  which  until  re- 
cently had  seldom  been  heard  of  outside  of  three  or  four  states. 
The  public  takes  little  interest  in  the  statements  of  the  respon- 
sible officers  of  important  railroads,  but  it  appears  to  be  quite 
willing  to  believe  the  press  reports  which  tell  of  the  magical 
results  achieved  when  the  Detroit  manufacturer  waved  his  wand 
over  his  400-mile  "streak  of  rust."  Deficits  have  been  turned  into 
surpluses,  rates  have  been  cut,  wages  have  been  increased. 

Mr.  Ford  is  said  to  have  dismissed  a  large  part  of  the  rail- 
road trained  officials  and  to  have  turned  over  the  operation  to 
manufacturing,  engineering  and  merchandising  experts  who  are 
successful  mainly  because  they  know  little  of  orthodox  railroad 
methods,  and  therefore  "have  nothing  to  unlearn."  Mr.  Ford, 
then,  is  credited  with  "showing  up"  the  railroad  managers  and 
of  exposing  their  inefficiency.  In  some  way  not  clearly  explained 
he  has  pushed  railroad  labor  leaders  off  the  plank  by  paying 
the  Ford  factory  wage  scale,  by  scrapping  the  national  agree- 
ments and  by  getting  eight  hours'  work  for  every  eight  hours' 
pay. 

In  whatever  degree  these  things  have  been  actually  ac- 
complished, they  are  noteworthy,  and  to  Mr.  Ford  and  his  lieu- 
tenants should  go  the  credit  for  that  part  of  the  achievements 
which  are  the  result  of  a  superior  quality  of  management.  Mr. 
Ford  has  made  a  wonderful  record  in  his  own  field  and  undoubt- 
edly can  bring  to  railroad  operation  ideas  which  will  increase 
efficiency.  The  achievements  on  the  D.,  T.  &  I.,  however,  are 
attributable  mainly  to  influences  wholly  apart  from  the  efficiency 
of  management.  The  tendency  .of  the  writers  of  the  press  arti- 
cles, who  in  the  main  are  not  qualified  to  pass  judgment  upon 
or  to  interpret  results  of  railroad  administration,  is  to  credit 
everything  to  the  genius  of  Ford  and  to  make  no  allowance  for 
the  natural  operation  of  economic  laws  under  changed  condi- 
tions. They  have  been  more  anxious  to  get  good  stories  than 
to  weigh  the  facts  or  to  go  behind  the  returns. 

As  a  matter  of  fact  the  explanation  of  the  extraordinary 
change  on  the  D.,  T.  &  I.  is  extremely  simple;  so  simple  that 
its  telling  spoils  the  story.  Before  Mr.  Ford  bought  the  rail- 
road it  could  not  pay  its  charges  because  it  could  not  get  traffic. 
The  traffic  went  to  roads  which  were  more  advantageously  situ- 
ated and  had  better  service.  With  the  change  in  ownership 
came  the  immense  traffic  of  the  Ford  company,  millions  of  tons 
per  year. 

This  increase  in  business  nn  trip  n,,  T.  &  T  nhangpd  the  situ- 
aJinn  almost  overnight.  The  spectacular  increases  in  earnings, 
both  in  gross  and  in  net,  are  not  the  result  of  Mr.  Ford's  ability 
as  a  railroad  traffic  manager,  but  because  Mr.  Ford,  as  a  shipper, 
has  diverted  all  of  the  raw  materials  and  finished  products  to 
and  from  his  factories  over  the  D.,  T.  &  I.,  and  in  addition  to 
that  he  is  securing  for  that  road  a  large  part  of  the  unrouted 
traffic  consigned  to  other  than  the  Ford  company.  He  is  able  to 
do  that  by  making  traffic  agreements  with  other  roads  that  will 
bind  them,  in  return  for  the  favor  of  receiving  Ford's  business 
from  the  D.,  T.  &  I.,  to  hand  to  the  D.,  T.  &  I.  all  of  the  unrouted 
freight  in  the  opposite  direction. 

This  wonderful  increase  in  earnings,  therefore,  is  not  the 
result  of  making  two  blades  of  grass  grow  where  one  grew  be- 
fore. It  is  merely  a  shifting  of  tonnage  to  the  D.,  T.  &  I.  from 
other  roads.  These  roads,  already  struggling  under  the  handi- 
cap of  reduced  business  because  of  the  general  depression,  are 
that  much  further  embarrassed.  This  point  should  be  noted  by 
those  who  acclaim  Mr.  Ford  as  the  Moses  to  lead  the  railroads 
out  of  the  wilderness.  His  magic  would  disappear  if  his  opera- 
tions were  extended.  If,  as  has  been  seriously  suggested,  the 
railroads  should  again  be  commandeered  by  the  government  and 
turned  over  to  Mr.  Ford  as  director  general  of  railroads,  the 
tonnage  to  and  from  his  plants  now  bolstering  up  the  showing 
of  one  small  road  could  not  be  used  to  serve  similar  purposes 
elsewhere.  The  gain  on  the  D.,  T.  &  I.  would  be  offset  by  the 
losses  suffered  by  the  roads  from  which  the  shipments  had  been 
diverted. 

It  is  necessary  in  this  article  to  comment  upon  the  effect  of 
increased  traffic  on  net  earnings.  This  subject  has  already  been 
treated  in  detail  in  these  columns.  Attention  is  called,  however, 
to  the  fact  that  the  D.,  T.  &  I.  had  been  a  road  with  unusually 
light  traffic  and  the  facilities,  although  below  those  of  competi- 
tors, were  adequate  to  take  care  of  many  additional  trains.  The 
new  traffic  which  the  Ford  factories  have  thrown  to  it  at  the 
expense  of  other  roads  can  easily  be  handled  with  no  increase 
in  overhead  and  with  but  relatively  small  increase  in  operating 
expenses.  Less  than  one-half  of  expenses  are  increased. 

Consequently,  with  such  substantial  increases  in  gross  reve- 
nue the  operating  ratio  is  lowered  and  net  income  is  earned  in- 
stead of  deficits.  There  is  no  magic  about  it.  It  is  merely  the 
working  of  the  economic  law  of  increasing  returns.  Any  one  of 
the  many  roads  which  are  now  only  a  few  jumps  ahead  of  the 
sheriff  could  pack  up  all  of  their  financial  troubles  if  presented 
with  such  a  gift  in  increased  tonnage. 

Only  those  who  have  little  conception  of  the  effect  of  whole- 


sale diversions  of  traffic  'will  be  misled  by  the  press  reports  of 
Ford  legerdemain  in  railroading.  The  majority  of  newspaper 
readers,  however,  are  not  informed  in  such  matters.  There  is 
danger  that  the  rejuvenation  of  the  D.,  T.  &  I.  may  be  regarded 
as  merely  the  shadow  of  the  personality  of  an  industrial  leader, 
and  that  similar  leaderships  on  all  railroads  would  solve  the 
whole  railroad  problem.  No  such  delusion,  however,  is  held  by 
organized  shippers. 

Industrial  traffic  managers,  always  on  the  alert  for  argu- 
ments which  will  support  their  efforts  for  lower  rates,  are  not 
using  Mr.  Ford's  achievements  as  a  text.  Their  position  is  clearly 
stated  in  an  editorial  in  the  Aug.  6  issue  of  the  Traffic  World, 
their  most  influential  publication.  After  reciting  the  facts  al- 
ready dealt  with  in  this  article,  the  editor  closes  with  these 
words:  "All  there  is  to  Henry  Ford's  railroad  success  is  that 
as  a  shipper  in  the  railroad  business  he  is  able  to  control  his 
own  and  other  traffic  to  such  an  extent  that  his  line  profits 
at  the  expense  of  other  lines." 

It  is  curious  that  so  little  thought  is  given  to  this  phase  of 
the  subject.  When  is  Ford  a  manufacturer  and  when  is  he  the 
chief  executive  of  a  public  service  corporation?  Why  is  it  that 
the  public  apparently  approves  of  Mr.  Ford's  control  of  a  rail- 
road when  they  would  strongly  object  to  similar  domination  of 
public  service  by  the  steel  corporation,  the  oil  companies,  the 
packers,  or  the  coal  mining  companies?  Essentially,  Mr.  Ford 
is  operating  the  D.,  T.  &  I.  primarily  as  an  adjunct  to  his  fac- 
tories and  secondarily  as  a  common  carrier.  In  technical  terms 
he  has  transformed  the  D.,  T.  &  I.  from  a  railroad  into  a  plant 
facility.  His  railroad  venture  is  a  side  issue  in  which  the  inter- 
ests of  the  factories  rather  than  those  of  public  service  are  domi- 
nant. 


D.  T.  &  I.  COAL  TARIFF 

The    Traffic    World    Washington   Barm 

Attorney  E.  E.  Corn,  of  the  Ohio  Public  Utilities  Commis- 
sion, has  asked  the  Commission  for  an  interpretation  of  its 
order  in  L.  and  S.  No.  1381,  in  which  the  Commission  suspended 
the  Detroit,  Toledo  &  Ironton  tariff  reducing  mileage  rates  on 
coal,  applicable  between  stations  on  that  road  from  and  to 
which  specific  rates  are  not  published.  Mr.  Corn  proceeded  on 
the  assumption  that  the  Commission  might  be  trying  to  sus- 
pend the  tariff  in  so  far  as  it  applied  on  intrastate  traffic.  Thl 
order,  however,  specifically  limits  the  suspension  in  so  far  as 
the  rates  named  in  the  tariff  might  be  used  as  bases  for  mak- 
ing interstate  rates.  The  tariff  is  applicable  on  both  interstate 
and  intrastate  traffic.  After  quoting  the  order,  Mr.  Corn  said: 

We  therefore  request  an  interpretation  of  your  order,  and  desire 
to  note  specifically  whether  it  is  your  intention  to  suspend  the  pro- 
posed tariff  as  applied  to  such  intrastate  traffic.  If  such  is  your 
intention,  the  Public  Utilities  Commission  of  Ohio  respectfully  but 
vigorously  protest  against  what  we  consider  an  usurpation  of  power 
which  does  not  belong  to  you,  and  which,  if  persisted  in,  will  deprive 
the  people  of  Ohio  of  a  right  vouchsafed  to  them  by  the  Constitution 
of  the  United  States  and  will  require  them  to  pay  higher  rates  than 
are  just  and  reasonable  and  which  a  common  carrier  engaged  in 
intrastate  business  has  voluntarily  offered  to  put  into  operation  in 
this  state. 


TRAINLOAD    OF    LUMBER    SHIPPED 

(From  the  Montgomery  (Ala.)  Advertiser,  Aug.  28) 

A  solid  trainload  of  lumber,  consisting  of  thirty  cars,  pulled 
out  of  Montgomery  last  night  for  the  eastern  market.  The  cars 
were  assembled  in  Montgomery  *  *  *  and  the  lumber  is  De- 
ing  shipped  by  the  W.  L.  Sheppard  Lumber  Company  to  their 
New  York  representatives,  who  will  distribute  it  in  New  York 
and  New  Jersey. 

This  is  declared  *  *  *  to  be  the  first  time  that  a  train- 
load  of  lumber  ever  went  out  of  Montgomery  and  probably  out 
of  the  South,  under  the  direction  of  one  company. 

As  agreeable  as  the  news  of  improved  business  conditions 
will  be,  Walter  Sheppard  stated  that  it  merely  marks  the  inau- 
guration by  his  company  of  a  regular  schedule.  From  now  on, 
he  says,  they  will  run  a  trainload  a  week.  This  train  will  carry 
approximately  750,000  feet  of  Alabama  pine  to  the  eastern 
market. 

The  Sheppard  company  has  already  shipped  173  cars  of 
lumber  this  week,  but  not  in  trainload  lots.  Mr.  Sheppard  says 
the  demand  for  lumber  is  strengthening  steadily,  as  shown  by 
the  large  demands  upon  his  resources.  He  bought  the  lumber 
at  various  points  in  Alabama  and  has  had  it  assembled  in 
Montgomery. 

This  information  is  regarded"  locally  as  a  heartening  sign  of 
improved  business  conditions.  It  accompanies  the  information 
that  yesterday  cotton  sold  for  14  cents  a  pound  in  Montgomery, 
another  hopeful  sign  of  better  times. 


PETITION    FOR    MODIFICATION 

The  Seaboard  Air  Line,  Atlantic  Coast  Line  and  Southern 
Railway,  defendants  in  No.  11414,  Southern  Veneer  Association 
et  al.  vs.  A.  C.  L.,  Director-General,  et  al.,  have  asked  the  Com- 
mission for  certain  modifications  of  its  order  in  that  case. 
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The  Cabinet  Tries  to  Reduce  Rate*. — Railroad  traffic  men 
attending  ilu>  grain  hearing  in  Washington  these  last  three 
weeks  were  inclined  to  be  pessimistic  when  the  hearing  seemed 
to  be  drawing  near  nn  end.  They  were  low  In  spirit  because 
they  knew  of  no  way  to  cut  expenses  and  because  they  believed 
thai  i  he  Commission  would  order  a  reduction  in  rates  on  grain, 
:  Kiin  products,  and  hay.  Had  they  been  political  correspond- 
attending  a  convention  they  would  have  forecast  the  Com- 
mission going  for  Harding,  Hoover,  and  Wallace.  The  Presi- 
dent and  his  two  cabinet  o  cers  mentioned  have  been  backing 
rate  reduction  talk.  There  is  no  doubt  about  that.  Hoover,  in 
more  than  one  talk,  has  expressed  the  belief  that  there  has 
been  no  reduction  in  railroad  rates  to  correspond  with  reduc- 
tion in  commodity  prices  paid  to  farmers  and  manufacturers. 
President  Harding  has  also  expressed  the  opinion  that  condi- 
lions  semed  to  call  for  reductions  in  the  rates  on  heavy-loading 
commodities.  He  has  never  used  the  expression  heavy-loading 
commodities  but,  that  is  what  his  words  meant  because  the 
expression  "heavy  commodities"  means  nothing  to  a  rate  man. 
Lead  is  a  heavy  commodity.  It  loads  heavily  but  the  tonnage 
is  not  great  and  a  reduction  in  rates  on  it  would  not  mean 
much  to  the  country  at  large.  The  bulletin  of  the  confidential 
news  bureau  in  Washington  quoted  in  the  Traffic  World  edi- 
lorial  of  August  27,  attracted  the  attention  of  the  traffic  men 
to  some  extent  because  it  fitted  in,  in  a  measure,  with  what  they 
han  themselves  heard  as  to  the  attitude  of  some  of  the  officials 
of  the  new  administration.  They  laughed,  of  course,  at  the 
suggestion  of  an  "ex  parte  order"  reducing  rates  because  last 
summer  the  Commission  authorized  the  carriers  on  a  so-called 
ex  parte  proceeding  to  make  increases  in  rates.  While  that 
case  was  called  Ex  Parte  No.  74,  it  was  not  an  ex  parte  pro- 
ceeding at  all.  It  was  initiated  by  the  railroads,  and,  until  the 
shippers  were  called  in,  it  was  an  ex  parte  proceeding.  No 
order  was  issued  in  it.  The  Commission  merely  expressed  the 
opinion  that  the  carriers  had  justified  their  proposals.  Instead 
of  requiring,  the  carriers  to  file  their  schedules,  suspending  and 
then  investigating  them,  the  Commission  took  a  short  cut  by 
holding  the  informal  hearings  and  then  announcing  that  the 
railroads  had  sustained  the  burden  of  proof  required  of  them 
by  the  law  of  1910,  to  show  that  the  proposed  rates  would  not  be 
unreasonable.  No  order  reducing  rates  could  be  made  in  an 
ex  parte  proceeding.  An  order  not  based  on  hearings  and  a 
definite  finding  of  unreasonableness  or  some  other  violation  of 
law  would  be  a  waste  of  effort  on  the  part  of  the  Commission. 
It  must  give  the  railroads  a  hearing.  Every  court  in  the  land 
would  have  to  issue  an  injunction  against  an  order  reducing 
rates  on  an  exparte  proceeding,  because  an  order  of  that  kind 
would  be  a  taking  of  property  without  due  process  of  law. 
Suggestions  supposed  to  come  from  Hoover  and  Wallace  of 
such  hair-trigger  action  by  the  Commission,  any  law  clerk  in 
their  departments  probably  could  tell  them,  would  hardly  get 
past  even  a  court  that  approved  some  of  the  rent  laws  enacted 
in  New  York  and  by  Congress,  utterly  destroying  the  validity 
of  contracts  by  parties  engaged  in  a  business  that  no  court  in 
any  part  Anglo-Saxondom  ever  has  said  was  impressed  with 
a  public  interest.  But  the  foolishness  attributed  to  cabinet  offi- 
cers gave  no  comfort  to  the  down-hearted  traffic  men. 

Packing  Trusts,  Here  and  in  England.— Apparently  there  is 
need  of  a  League  of  Nations  or  other  kind  of  machinery  that 
will  keep  peace  between  the  Federal  Trade  Commission,  and 
American  institution,  and  a  sub-committee  of  the  Committee  on 
Trusts  of  the  British  parliament.  The  former  asserts  there  is 
a  combination  between  the  "big  five"  on  the  meat  packing  in- 
dustry. The  British  organization,  in  a  final  report  of  its  in- 
vestigation of  the  British  Food  Ministry  and  the  food  trades 
under  the  profiteering  acts  of  1919-1920,  said  its  witnesses  has 
assured  it  that  they  never  perceived  anything  but  keen  compe- 
tition between  the  large  packers;  and  the  representatives  of  the 
independent  packers  told  the  Britons  that  they  had  never  met 
any  unfair  competition  on  the  part  of  the  big  five.  The  wit- 
nesses told  the  British  committee  that  the  independent  packers 
were  prepared  to  face,  with  equanimity,  any  competition  on  the 
part  of  the  big  five  short  of  a  deliberate  attempt  to  put  them 
out  of  business.  The  big  packers  are  circulating  the  final 
report  of  the  sub-committee.  That  body,  as  if  to  rub  salt  into 
the  wounds  of  the  Trade  Commission,  is  calling  attention  to 
the  fact  that,  under  the  Webb  law,  the  big  five  could  have  com- 
bined for  export  business  but  that,  so  far  as  their  dealings  in 
England  had  come  into  scrutiny  by  the  sub-committee,  they  did 
not  even  do  what  the  laws  of  their  own  country  said  they  might 
do. 


two  blades  of  grann  grow  where  only  one  had  grown  before  In 
counted  one  of  the  world's  greatest  benefactor*.  Perhaps  no 
railroad  man  has  a  right  to  .\peci  favorable  mention  In  no 
august  a  publication  HH  a  "revised"  version  of  the  Bible,  and 
therefore  It  may  be  counted  unkind  to  mention  Michael  J. 
Oormley,  the  new  head  of  the  car  service  division.  In  connec- 
tion with  the  man  who  makes  two  blades  of  gram*  grow  where 
only  one  had  grown  before.  But  in  "war  days,"  following  the 
signing  of  the  armistice,  he  made  tank  cars  toddle  along  more 
than  twice  as  fast  as  they  had  ever  gone  before,  and  then  some. 
He  was  the  chief  of  the  transportation  division  of  the  American 
Petroleum  Institute,  the  members  of  which  were  in  dispalr  In 
the  spring  of  1920  because  the  demand  for  oil  was  great,  the 
switchmen  were  striking,  and  tank  cars  seemed  too  few  by 
far.  They  were  averaging  about  25  or  26  miles  a  day  when 
Gormley,  who  had  been  Aishton's  right  hand  man  in  the  north- 
western region  in  Railroad  Administration  days,  took  charge 
for  the  Petroleum  Institute.  Before  long  Gormley  had  them 
rolling  at  more  than  50  miles  a  day,  not  on  special  fast  train 
schedules,  but  on  schedules  so  arranged  that  shipments  from 
a  given  city  on  a  given  day  went  over  one  railroad  and  via  rails 
that  went  around,  if  possible,  instead  of  through  congested 
terminals.  There  was  nothing  miraculous  in  the  methods  used, 
only  much  common  sense,  chief  of  which  was  that  it  was  Idle  to 
shoot  out  tank  cars,  as  the  poet  talked  about  shooting  an  arrow 
into  the  air,  and  expect  them  to  get  some  place,  if  no  arrange- 
ment had  been  made  to  have  all  the  cars  go  in  one  train  when- 
ever that  was  possible. 

Now  Gormley  has  been  set  at  the  head  of  the  organization 
of  the  railroads  to  see  that  the  railroad-owned  equipment  is 
distributed  and  used  so  as  to  cut  out  the  appalling  waste 
caused  too  often,  it  is  believed,  by  the  lack  of  attention  to 
actual  operating  conditions  by  the  traffic  men  of  railroads 
and  of  shippers.  Just  at  present  there  is  not  much  of  a 
problem  in  car  distribution,  but  that  condition  will  not  always 
obtain.  Gormley,  while  transportation  man  for  the  oil  insti- 
tute, came  into  contact  with  the  presidents  of  railroads  so  they 
know  that  he  knows  what  should  be  done.  Therefore,  when, 
as  head  of  the  car  service  division,  he  feels  it  necessary  to 
deal  with  the  head  of  a  system  neither  he  personally  nor  his 
work  will  need  introduction  to  any  of  them.  And  that,  it  is 
believed,  will  help  a  whole  lot  when  car  congestion  conies 
again. 


Bothering  with  Trifles. — A  man  with  pigs  in  leading  strings 
to  take  them  to  market,  it  is  believed,  has  no  more  trouble  with 
them  than  the  Commission  has  with  its  terminology  and  the 
proper  classification  of  offenses  against  the  law  it  is  admin- 
istering. When  a  carrier  hereafter  misroutes  a  shipment,  the 
resulting  offense  will  be  the  imposition  of  an  overcharge.  That 
is  the  main  point,  it  seems,  in  its  decision  in  No.  11913,  Geo.  C. 
Holbebal  vs.  B.  &  O.,  63  I.  C.  C.,  213.  Heretofore  a  misrouting 
resulted  in  the  collection  of  an  unreasonable  rate,  cured  by  the 
issuance  of  a  reparation  order.  In  the  matter  of  overcharges 
the  Commission  has  been  of  two  minds  concurrently.  Some- 
times when  it  finds  an  overcharge  it  directs  the  return  of  the 
money.  At  other  times  it  advises  that  the  overcharge  should 
be  returned  promptly.  So  far  as  the  shipper  is  concerned,  an 
order  of  reparation,  apparently,  would  be  better  because  an 
order  of  that  kind  would  be  prima  facie  evidence  in  a  court 
that  the  money  was  due  the  man  forced  to  sue  for  what  was 
due  him.  In  a  case  in  which  the  Commission  held  it  to  be  an 
overcharge,  the  court  is  not  obliged  to  receive  the  finding  of 
the  Commission  as  prima  facie  creating  a  presumption  that 
could  be  overturned.  A  finding  that  a  rate  is  unreasonable  is 
based  on  a  comparison  of  rates.  A  finding  that  something  col- 
lected constitutes  an  overcharge  is  a  result  of  the  comparison 
of  tariffs  and  a  conclusion  that  such  and  such  a  one  should 
have  been  used.  It  seems  a  small  thing  and  probably  for  that 
reason  a  thought  that  the  Commissioners  are  bothering  their 
heads  about  some  very  trifling  things  will  be  strengthened.  The 
law  placing  all  issues  of  securities  and  the  construction  or  aban- 
donment of  parts  of  railroads  requires  it  to  deal  with  incon- 
sequential things.  Why  it  should  go  out  of  its  way  to  change 
its  practice  as  to  misrouting  decisions,  therefore,  seems  to  those 
who  are  friendly  toward  it,  to  pass  all  understanding. 


The  New  Car  Service  Division  Head.— The  man  who  makes 


Periodical  Business  Depressions. — President  Harding's  call 
of  a  national  conference  on  unemployment  has  served  to  direct 
the  attention  of  some  of  the  folks  in  Washington  to  the  fact 
that  no  president  seems  able  to  go  through  a  four  year  term 
without  having  industrial  or  financial  trouble,  or  both.  Roose- 
velt had  it  near  the  end  of  his  first  term  and  again  near  the 
end  of  his  second  term,  when  the  country  had  one  of  those 
financial  spasms  that  paralyzed  industry  to  such  an  extent  that 
absolutely  solvent  companies  had  to  go  into  the  market  to  buy- 
currency  with  which  to  meet  their  pay  rolls.  Before  Taft  went 
out  of  office  the  country  had  bogged  down  again;  and  by  the 
time  the  Wilson  administration  got  well  settled  In  its  chairs, 
the  country  was  barely  getting  along.  Its  condition  became 
worse  and  when  the  war  broke  out  in  Europe  business  was  flat. 
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Before  Wilson  went  out  of  office  the  country  was  again  in  a 
depression  which  continues  to  perplex  President  Harding.  In 
1908,  legislation  was  enacted  that  has  made  a  bank  panic  im- 
possible so  long  as  one-fourth  of  the  country  is  doing  business. 
That  legislation  was  improved  in  1913  and  saved  the  country 
from  a  bank  panic  in  1914,  and  has  kept  the  country  on  its  feet 
during  the  present  depression.  The  fact  that  it  seems  impos- 
sible to  arrange  things  so  as  to  prevent  the  recurrence  of 
quadrennial  depressions  is  one  of  the  things  that  has  caused 
real  thinkers  to  lose  more  hair  than  any  other  solitary  fact. — 
A.  E.  H. 


TO  INTERVENE  IN  RAIL  DISPUTE 

The  National  Industrial  Association,  which  claims  to  repre- 
sent 6,000  industries  in  the  United  States,  has  petitioned  the 
Labor  Board  to  allow  it  to  intervene  in  the  dispute  now  before 
the  board,  between  the  Pennsylvania  System  and  its  employes. 
The  petition  alleges  that  the  recent  decision  of  the  board  in 
that  case,  which  the  road  has  since  requested  the  board  to  re- 
verse, affects  the  public  generally,  and  the  relations  between 
the  6,000  industries  represented  and  their  3,000,000  employes  par- 
ticularly, by  creating  a  "closed  shop"  on  the  transportation  sys- 
tems of  the  country. 

Aside  from  any  particular  considerations,  however,  the  pe- 
tition possesses  additional  interest  in  that  it  asks  the  board  to 
rule  permanently  on  the  right  of  the  public  to  intervene  in  pro- 
ceedings before  it.  It  asks  "whether  or  not  the  Labor  Board, 
under  tile  III  of  the  transportation  act,  recognizes  the  right  of 
public  intervention  in  any  case  pending  before  the  board,  or 
whether,  recogniizng  the  existence  of  such  right,  it  declines  to 
permit  it  to  be  exercised  in  the  pending  case." 

It  will  be  remembered  that  when  the  National  Industrial 
Traffic  League  endeavored  to  intervene  in  the  dispute  regarding 
the  national  agreements,  last  March,  the  board  ruled  that  it 
could  not  allow  the  intervention  because  the  proceedings  had 
already  required  too  much  time.  It  was  the  intention  of  the 
League  at  that  time  to  pursue  the  question,  but  the  unexpected 
decision  of  the  board,  which  at  that  time  seemed  favorable  to 
the  public,  probably  caused  the  matter  to  be  dropped. 


UNIONS  DISLIKE  OVERTIME  RULES 

Objection  to  the  modification  of  overtime  rules,  as  contained 
in  decision  No.  222,  of  the  Labor  Board,  issued  August  19,  is 
voiced  in  an  open  letter,  addressed  to  the  members  of  the  rail- 
way employes'  section  of  the  American  Federation  of  Labor,  by 
B.  M.  Jewell,  president,  and  the  chief  executives  of  the  six  shop 
crafts  which  are  affiliated  with  that  organization. 

The  letter  takes  the  board  to  task,  first,  for  excluding  em- 
ployes "who  are  regularly  assigned  by  bulletin  to  work  on  Sun- 
days and  holidays"  from  the  benefits  of  time  and  one-half  pay- 
ment for  such  work,  and,  second,  for  "issuing  a  decision  which 
does  not  deal  with  and  dispose  of  at  least  all  rules  which  are 
general  in  their  application." 

The  letter  does  not  indicate  that  the  laboor  leaders  have 
taken  any  final  action,  it  being  stated  that  a  further  conference 
would  be  held,  "for  the  purpose  of  securing  the  position  of  the 
railroad  management  on  each  of  the  rules  decided  by  the  board 
that  are  not  acceptable,  and  the  placing  of  the  facts  before  the 
membership  for  final  vote  and  action." 

Until  such  action  is  taken,  the  workers  are  warned  not  to 
"become  involved  in  an  unauthorized  stoppage  of  work,  as  that 
will  be  the  one  act  which  will  defeat  the  federated  shop  crafts." 

"But,"  the  letter  continues,  "with  these  conclusions  firmly 
in  mind,  we  hold  it  the  duty  of  each  individual  member  to  'in 
time  of  peace  prepare  for  war,'  and  each  of  you  are  therefore 
requested  to  carefully  conserve  your  personal  finances,  secure 
supplies  of  food  and  clothing,  fuel  and  other  household  necessi- 
ties." Locals  are  also  urged  to  conserve  finances  and  to  add  to 
their  funds  by  "a  method  most  acceptable  to  their  membership." 

The  action  taken  by  the  union  leaders,  it  is  believed,  was 
encouraged  by,  if  it  was  not  actually  the  outcome  of,  the  dis- 
senting opinion  of  A.  O.  Wharton  to  decision  No.  222.  Mr.  Whar- 
ton  is  ex-president  of  the  railway  employes'  department  of  the 
A.  P.  of  L.  and  the  representative  of  that  organization  on  the 
Labor  Board.  In  his  dissent  he  charged  that  the  overtime  rules 
prescribed  by  the  board  were  not  as  liberal  to  the  workers  as 
those  in  effect  on  many  roads  before  the  national  agreements 
were  promulgated. 


RAILWAY  OPERATING  INCOME 

The   Traffic   World    Washington   Bureau 

In  the  ten  months  from  September  1,  1920,  to  June  30,  1921, 
the  Class  1  roads  and  large  switching  and  terminal  companies 
had  a  net  railway  operating  income  of  $368,093,480,  or  $516,- 
977,520  short  of  what  they  should  have  had  to  make  a  net  return 
of  6  per  cent  on  the  valuation  fixed  by  the  Commission,  accord- 
ing to  the  Bureau  of  Railway  Economics.  The  net  earned  rep- 
resented a  return  of  2.5  per  cent  on  an  annual  basis.  In  the 
Eastern  district  the  carriers  had  a  net  for  the  ten  months  of 


$163,087,840,  or  $242,809,160  short  of  a  return  of  6  per  cent. 
In  the  Southern  district  the  roads  had  a  net  of  $24,815,823  or 
$73,850,177  short  of  a  return  of  6  per  cent;  and  in  the  Western 
district  the  roads  had  a  net  of  $180,189,817  or  $200,318,183  short 
of  a  return  of  6  per  cent. 

One  hundred  and  seventy-two  class  I  roads,  representing  an 
average  mileage  of  194,789.16  miles,  had  a  net  railway  operating 
income  of  $57,254,000  in  July,  according  to  compilations  made 
from  carriers'  reports  to  the  Commission.  When  the  reports 
from  all  class  I  carriers  are  in,  it  is  expected  the  total  net  will 
be  from  $60,000,000  to  $70,000,000.  To  earn  a  net  of  6  per  cent  on 
the  valuation  of  $18,900,000,000,  adjusted  for  class  I  roads,  the 
carriers  should  have  had  a  return  of  $90,585,000  in  July.  The 
net  in  June  for  all  class  I  roads  was  $51,641,014,  so  that  the  show- 
ing in  July  will  be  considerably  better. 

A  summary  prepared  by  the  Bureau  of  Railway  Economics 
showing  operating  revenues,  expenses  and  net  income  for  July 
for  the  172  roads  follows: 

Per  cent 
of  increase 
District  1921  1920  1921  over  1920 

Total  operating  revenues: 

Eastern    District    $180,848,000  $210,093,000  d  13.9 

Southern    District    68,028,000  75,490,000  d    9.9 

Western  District    136,937,000  158,557,000  d  13.6 

United    States    385,813,000  444,140,000  d  13.1 

Total  operating  expenses: 

Eastern    District    143,833,000  208,824,000  d  31.1 

Southern    District    56,070.000  75,134,000  d  25.4 

Western    District     102,729,000  143,997,000  d  28.7 

United    States    302,632,000  427,955,000  d  29.3 

Net   railway   operating   income: 

Eastern    District    24,523,000  d        9,698,000  

Southern    District    8,363.000  d        1,905,000  

Western   District    24,368,000  4,730,000  415.2 

United    States    57,254,000  d        6,873,000  

Number  Average 

of  roads  mileage 

represented  represented 

Eastern   District    75  51,408.56 

Southern   District    34  40,227.74 

Western   District 63  103,152.86 

United  States    172  194,789.16 

In  the  six  months  ended  with  June,  1921,  the  class  I  rail- 
roads in  the  United  States,  including  203  steam  roads  and  16 
switching  and  terminal  companies,  had  a  net  railway  operating 
income  of  $141,758,307,  as  compared  with  $8,088,970  in  the  cor- 
responding period  of  1920,  according  to  the  official  figures  of 
the  Commission. 

Railway  operating  revenues  for  the  six  months- amounted  to 
$2,676,497,252,  as  compared  with  $2,741,587,192  in  the  same  period 
of  1920.  Operating  expenses  for  the  period  amounted  to  $2,365,- 
747,874,  as  compared  with  $2,575,186,302  in  the  1920  period. 

The  ratio  of  expenses  to  revenues  was  88.39  per  cent  in  the 
first  six  months  of  1921,  as  compared  with  93.93  in  the  first  six 
months  of  last  year. 

In  the  eastern  district  the  carriers  had  a  net  railway  income 
of  $50,603,837  in  the  first  six  months  of  this  year,  as  compared 
with  a  deficit  of  $86,904,173  in  the  same  period  of  last  year.  In 
the  Pocahontas  region  the  net  railway  operating  income  was 
$12,810,315,  as  compared  with  $8,721,908  for  the  period  last  year. 

In. the  southern  district,  exclusive  of  the  Pocahontas  region, 
the  carriers  had  a  net  income  of  $13,250,696,  as  compared  with 
$19,863,556  in  the  same  period  last  year.  In  the  western  dis- 
trict, the  roads  had  a  net  income  of  $65,093,459,  as  compared 
with  $66,407,679  for  the  same  period  last  year. 

The  operating  ratio  in  the  eastern  district  was  89.84  per 
cent,  against  101.85  per  cent  for  the  period  last  year;  in  the 
Pocahontas  region,  82.23  per  cent,  against  89.71  per  cent  last 
year;  in  the  southern  district,  90.50  per  cent,  against  89.93  per 
cent  last  year,  and  in  the  western  district,  86.54  per  cent,  against 
87.12  per  cent  last  year. 

In  June  alone,  the  net  railway  operating  income  for  the 
country  as  a  whole  was  $51,641,014,  as  compared  with  a  deficit 
of  $15,240,366  in  June,  1920.  The  operating  ratio  was  82.53 
per  cent,  as  against  97.13  per  cent  in  June  of  last  year. 

Revenues  amounted  to  $461,562,317  in  June,  as  against  $494,- 
713,929  in  June  of  last  year.  Operating  expenses  amounted  to 
$380,927,429,  as  against  $480,500,292  in  June,  1920.  In  the  east- 
ern district  the  net  operating  income  was  $22,580,766,  against 
a  deficit  of  $20,623,601  in  June  last  year;  in  the  Pocahontas  dis- 
trict the  net  income  was  $4,024,790,  against  a  deficit  of  $1,296,439 
for  the  month  last  year;  in  the  southern  district  the  income 
was  $1,880,105,  against  a  deficit  of  $5,983,476  last  year,  and  in 
the  western  district,  the  net  income  was  $23,155,353,  as  against 
a  net  income  of  $12,663,150  last  year. 


TOLEDO  &  CINCINNATI  NOTES  AND  BONDS 
The  Toledo  &  Cincinnati  Railroad  Co.,  subsidiary  of  the 
Baltimore  &  Ohio,  has  been  authorized  by  the  Commission  to 
issue  $2,447,000  of  its  first  and  refunding  mortgage  6  per  cent 
bonds,  series  C,  and  to  deliver  the  bonds  to  the  B.  &  O.,  which 
will  pledge  them  under  its  Toledo-Cincinnati  division  first  lien 
and  refunding  mortgage.  The  B.  &  O.  also  was  authorized  to 
issue  $2,447,000  of  its  Toledo-Cincinnati  Division  first  lien  and 
refunding  mortgage  6  per  cent  bonds,  said  bonds  to  be  pledged 
from  time  to  time  as  collateral  security  for  short-term  notes. 
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Decisions  of  Interstate  Commerce  Commission 


CHARGES  ON  SILICA  SAND 

The  Commission  has  dismissed  No.  11753,  Silica  Sand  Pro- 
ducers' Traffic  Association  of  Illinois  vs.  C.  B.  &  Q.  et  al.,  opin- 
ion No.  7091,  63  I.  C.  C.  217-9,  holding  tl'at  the  applicable  charges 
mi  ;i  carload  of  silica  sand  from  Oregon,  111.,  to  Healy,  111.,  recon- 
jsigned  to  Gas  City,  Ind.,  in  January,  1920,  were  not  unreasonable 
or  unclulx  pri 'judicial. 

The  case  involved  the  rule  that  when  a  car  is  set  for  unload- 
ing at  the  original  billed  destination  and  is  then  reconsigned 
the  full  in  and  out  rates  plus  a  reconsignment  charge  shall  be 
applied;  and  the  question  whether  the  combination  from  the 
point  of  origin  to  Healy,  111.,  should  be  made  by  using  the  Chicago 
switching  rate  from  Galewood  to  Healy,  or  the  local  distance 
rate  of  the  Milwaukee.  The  carriers  used  the  local  distance  rate 
of  3  cents.  The  complainant  contended  for  the  use  of  a  switching 
rate  of  $5. 

Both  contentions  with  regard  to  the  movement  between  Gale- 
wood  and  Healy,  the  Commission  said,  were  wrong.  It  said  the 
combination  to  have  applied  was  90  cents  from  Oregon  to  Healy, 
and  50  cents  beyond,  modified  by  the  rule  for  constructing  com- 
binations, the  result  being  a  combination  of  $1.20  per  ton.  The 
three  cents  per  100  local  distance  rate,  the  Commission  said,  was 
not  the  proper  factor  to  use.  From  Healy  to  Gas  City  it  said 
the  proper  rate  was  a  combination  of  $1.80.  That  combination 
was  obtained  by  using  a  rate  of  50  cents  from  Healy  to  Gale- 
wood  and  $1.50  beyond,  modified  by  using  the  rule  for  construct- 
ing the  combination,  the  result  being  $1.80  instead  of  $2.  The 
result  of  the  Commission's  figuring  was  a  conclusion  that  the 
shipment  had  been  undercharged  $5. 

In  passing  the  Commission  said  that  the  rule  imposing  the 
full  locals  to  and  from  the  reconsignment  point,  plus  a  recon- 
signment charge,  was  upheld  by  it  in  a  number  of  cases,  particu- 
larly iu  59  I.  C.  C.  73,  and  that  the  record  in  this  case  did  not 
warrant  any  other  conclusion. 

Complainant,  according  to  the  report,  attacked  the  applica- 
tion of  anything  other  than  a  switching  charge  from  Galewood  to 
Healy  as  unreasonable.  It  introduced  an  analysis  of  Chicago 
switching  rates,  and,  according  to  the  report,  attacked  the  rates 
in  the  Chicago  switching  district  and  contended  that  the  charges 
for  team  track  delivery  were  unduly  prejudicial  against  shippers 
taking  team  track  delivery. 

The  connection  between  rates  for  team  track  delivery  ana 
industrial  sidetrack  delivery  and  the  rates  to  and  from  Healy 
in  this  case  is  not  made  apparent  by  the  report.  The  Commis- 
sion said,  however,  that  the  adjustment  of  rates  in  the  Chicago 
switching  district  was  too  complex  to  be  dealt  with  on  the  rec- 
ord in  this  case  because  the  evidence  of  unreasonableness  and 
undue  prejudice  was  exceedingly  meager. 

RATE  ON  PINE  LOGS  IN  TEXAS 

The  Commission  has  dismissed  No.  11574,  Beaumont  Cham- 
ber of  Commerce  vs.  Gulf,  Colorado  &  Santa  Fe  and  Director- 
General,  opinion  No.  7098,  63  I.  C.  C.  253-4,  holding  that  the  rate 
on  pine  logs  from  Walden,  Tex.,  to  Beaumont,  Tex.,  during  fed- 
eral control  were  not  unreasonable,  unjustly  discriminatory  nor 
unduly  prejudicial.  The  rate  attacked  was  2.5  cents  per  100 
pounds,  and  the  charges  amounted  to  an  average  of  $8.77  per 
car  for  a  six-mile  haul  through  Beaumont  yards  and  beyond. 
On  March  7,  1919,  a  rate  of  $5  per  car  was  established  and 
to  that  basis  reparation  was  sought.  The  general  freight  agent 
of  the  Santa  Fe,  according  to  the  report,  said  the  low  rate  of 
$5  per  car  was  established  in  accordance  with  the  policy  of  the 
company  to  promote  development  along  its  lines  and  because 
an  officer  of  the  complainant,  also  a  director  of  the  Santa  Fe, 
"said  he  had  to  have  it."  The  witness  said  the  low  rates  were 
not  expected  and  did  not  yield  a  direct  profit  to  the  company. 
He  contrasted  the  $5  per  car  rate  on  logs  with  a  rate  of  $6.50 
for  local  switching  in  Beaumont  to  show  that  it  was  abnormally 
low.  The  Commission  said  that  the  service  on  logs  from  Walden 
to  Beaumont  involved  not  only  a  switching  movement  but  a 
line  haul  of  two  miles. 


SWITCHING  AT  MOBILE 

The  Commission,  in  a  report  on  I.  and  S.  No.  1328,  "Can- 
cellation of  Switching  Arrangements  at  Mobile,"  opinion  No. 
7104,  63  I.  C.  C.  279-81,  has  foTbidden  the  Mobile  &  Ohio  to  cancel 
the  switching  arrangements  between  Itself  and  the  Gulf,  Mobile 
&  Northern  at  Tacon  and  Mobile,  Ala.,  as  proposed  by  that  car- 
rier in  tariffs  which  were  to  have  become  operative  May  2,  but 
which  were  suspended  until  September  29.  It  is,  however,  only 
a  technical  denial.  It  was  conditioned  so  that  the  Mobile  &  Ohio 
may  file  tariffs  under  which  it  will  switch  for  the  Gulf,  Mobile 
&  Northern  from  the  interchange  tracks  at  Tacon  to  Industries, 


warehouses  and  wharves  worved  by  it  in  Mobile  for  $6.50  per  car, 
and  between  Tacon  Interchange  and  connections  of  the  Mobile 
&  Ohio  at  Mobile  for  $4  per  car. 

The  case  arose  from  the  inability  of  the  carriers  to  agree 
on  the  amount  to  be  charged  for  switching  to  wharves  in  Mo- 
bile. The  Gulf,  Mobile  &  Northern  desired  to  continue  a  rate 
of  $4  per  car.  It  was  willing  to  pay  $6.50  per  car  for  the  other 
kind  of  switching.  The  present  rate  Is  $2.50,  which  is  the  rate 
of  $2  per  car  established  in  1905  and  increased  to  $2.50  under 
Ex  Parte  No.  74.  The  Commission  said  that  no  one  contended 
that  such  a  rate  was  compensatory.  It  also  added  that  no  one 
had  explained  why  such  a  low  rate  was  established.  On  some 
kinds  of  lumber  the  rate  has  been  $6.50  for  some  time.  The  Com- 
mission also  said  no  one  had  explained  why  an  even  lower  charge 
Is  maintained  at  New  Orleans. 

Protestants  other  than  the  Gulf  Mobile  &  Northern  objected 
to  the  proposed  increase  in  the  interest  of  keeping  port  charges  at 
the  minimum,  the  Commission  said. 

The  decision  is  without  prejudice  to  any  other  conclusion  the 
Commission  may  reach  in  No.  12681,  in  which  charges  for  wharf- 
age, handling,  storage  and  other  charges  at  south  Atlantic  and 
gulf  ports  are  under  inquiry. 

RATES  ON  STEEL  RAILS 

A  finding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  to  establish  reasonable  rates  by  December  15  have 
been  made  in  No.  11993,  Birmingham  Rail  &  Locomotive  Co. 
vs.  Atlantic  Coast  Line,  Director-General,  et  al.,  opinion  No. 
7097,  63  I.  C.  C.  249-52,  as  to  rates  on  steel  rails  from  Cannons 
and  Coosawhatchie,  S.  C.,  to  North  Birmingham,  Ala.  The  ship- 
ments in  question  moved  during  August,  1919,  and  June  and 
July,  1920.  A  combination  of  class  and  commodity  rates,  total- 
ing $9.02,  was  imposed.  Contemporaneously  a  commodity  rate 
of  $5.60  was  in  effect  from  Savannah  and  $5.10  from  Charleston, 
S.  C.  Like  rates  were  in  effect  from  South  Carolina  stations, 
other  than  Cannons  and  Coosawhatchie.  The  Commission  held 
that  $6.50  would  have  been  reasonable  at  the  time  the  shipments 
were  made  and  that  $7  will  be  reasonable  for  the  future. 

In  fourth  section  order  No.  8059,  the  Atlantic  Coast  Line 
was  denied  relief  on  rails  and  track  materials  from  Charleston 
to  North  Birmingham  over  the  route  used  by  the  carriers  in 
moving  the  shipments  on  which  they  are  to  make  reparation 
to  the  basis  of  the  $6.50  rate. 

IRON  AND  STEEL  ARTICLES 

The  relationship  of  in  and  out  rates  on  iron  and  steel  ar- 
ticles as  between  Springfield,  Mo.,  on  the  one  hand  and  Rogers, 
Ark.,  on  the  other,  to  points  in  northwestern  Arkansas  on  the 
main  and  branch  lines  of  the  St.  Louis-San  Francisco,  has  been 
condemned  as  unduly  prejudicial  against  Springfield,  in  a  report 
on  No.  11903,  McGregor-Noe  Hardware  Co.  vs.  St.  Louis-San 
Francisco,  opinion  No.  7096,  63  I.  C.  C.  246-8. 

No  serious  contention  that  the  rates  were  and  are  unreason- 
able, the  report  said,  was  made,  the  real  contention  being  that 
the  percentage  increases  had  so  widened  the  spreads  as  between 
the  jobbers  at  Springfield  and  Rogers  as  to  place  the  former  at 
a  serious  disadvantage  in  comparison  with  those  at  Rogers. 

The  increases  caused  by  the  percentage  advances  were  still 
further  accentuated  against  Springfield  in  September,  1920,  when 
L.  C.  L.  commodity  rates  were  cancelled  and  fourth  class  rates 
became  applicable  on  the  L.  C.  L.  shipments  of  the  complainant. 
The  present  spreads  range  from  16.5  to  27.5  cents.  The  In- 
crease in  the  in-and-out  rate,  paid  by  Springfield,  since  February 
1,  1916,  ranges  from  105  to  130  per  cent,  while  the  increase  to 
and  from  Rogers  ranges  from  81  to  103  per  cent.  The  defendant 
admitted  maladjustment  as  between  the  two  points  and  said 
that  it  was  revising  its  rates.  In  view  of  that  statement  the 
Commission  did  not  issue  an  order  requiring  the  removal  of 
the  undue  prejudice  but  gave  notice  that  It  expected  the  read- 
justment to  be  made  within  60  days. 

ATLANTA  INTERCHANGE  SWITCHING 

In  a  report  on  I.  and  S.  No.  1330.  Interchange  Switching  at 
Atlanta,  opinion  No.  7100,  63  I.  C.  C.  258-63,  the  Commission  has 
held  unjustified  the  proposed  restriction  by  the  Southern  Rail- 
way Company  of  its  receipt  of  coal  from  the  Louisville  &  Nash- 
ville to  its  Decatur  Street  interchange  tracks  in  Atlanta.  The 
suspended  schedules,  which  were  to  have  become  effective  May 
6,  are  to  be  cancelled  and  the  present  arrangement  for  the  inter- 
change of  coal  at  Atlanta  between  the  two  roads  Is  to  be  con- 
tinued indefinitely. 

The  case  arose  when  the  L.  &  N.  refused  to  absorb  switch- 
ing charges  In  excess  of  $2.50  per  car  on  hauls  to  Industries 
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on  the  ^southern's  belt  line  in  excess  of  three  miles.  The  South- 
ern, in  justification  of  the  proposal  to  cancel  interchange  at  all 
points  other  than  its  Decatur  Street  interchange  tracks,  said 
that  the  L.  &  N.  was  the  only  carrier  that  refused  to  absorb 
switching  charges  on  hauls  greater  than  three  miles. 

The  Louisville  &  Nashville  claimed  to  be  unjustly  discrim- 
inated against  by  the  Southern  in  that  its  coal  was  not  allowed 
to  move  on  the  same  basis  as  that  of  its  subsidiaries,  over  whose 
tracks  it  operates  and  because  exact  distances  were  computed 
against  it  from  Decatur  Street,  while  distances  in  the  case  of 
those  carriers  delivering  coal  to  the  Southern  at  John  Street  were 
computed  from  the  switch  point  opposite  Howell  Street  yards 
1.6  miles  above. 

Chairman  Clark,  who  wrote  the  opinion  of  the  Commission, 
said  the  position  of  the  Southern  was  based  on  the  principle  of 
reciprocity  of  terminal  service  between  the  connecting  carriers. 
The  switching  charge  of  $2.50,  Mr.  Clark  said,  was  nominal  and 
not  compensatory.  Many  of  the  large  coal  consuming  indus- 
tries on  the  Southern  and  certain  distributors  require  grades 
of  coal  either  more  readily  or  only  obtainable  from  mines  served 
by  the  L.  &  N.  On  the  other  hand,  said  Mr.  Clark,  there  are 
no  coal  consuming  industries  on  the  L.  &  N.  in  Atlanta  and  it 
can  offer  the  Southern  no  return  service  to  equalize  its  use  of 
the  latter's  belt  facilities. 

"We  have  here  an  extreme  example  of  the  evils  of  the  reci- 
procity theory  of  applying  switching  charges  which  have  been 
heretofore  adverted  to  by  us,"  said  the  chairman.  While  thfj 
chairman  said  that  it  was  an  extreme  example  of  the  evils  of 
the  reciprocity  theory,  no  solution  for  the  condition  was  sug- 
gested in  this  report.  The  Commission  contented  itself  with 
the  finding  that  the  Southern's  proposed  limitation  had  not  been 
justified. 

CHARGES  ON  GRAIN  AT  MONROE 

In  a  report  on  No.  11586,  Amendt  Milling  Co.  vs.  New  York 
Central  et  al.,  opinion  No.  7094,  63  I.  C.  C.,  230-3,  written  by  Com- 
missioner Campbell,  the  Commission  has  reached  the  conclusion 
that  Monroe,  Mich.,  is  on  an  out-of-line  haul  route,  that  the  out- 
of-route  and  back-haul  charges  applicable  to  grain  on  transit 
grain  at  Monroe  had  not  been  shown  to  have  been  or  to  be  un- 
reasonable, as  alleged.  Therefore,  an  order  of  dismissal  has  been 
entered. 

Monroe  is  on  the  old  route  of  the  Lake  Shore,  now  a  part 
of  the  New  York  Central.  That  route,  according  to  the  testimony 
of  the  railroad  witnesses,  is  used  only  in  emergencies,  for  through 
east  and  west  traffic.  The  complainant  contended  that  for  the 
purposes  of  transit,  Monroe  is  on  the  main  route  and  that  there- 
fore the  back-haul  or  out-of-route  charges  did  not  apply  on  grain 
given  transit  at  Monroe  and  forwarded  to  points  east  and  south 
of  Toledo. 

At  the  argument,  the  complainant  contended  that  the  ques- 
tion was  moot  because  the  transit  tariff  did  not  limit  the  routing. 
The  Commission,  admitting  for  the  sake  of  the  argument  that 
the  tariff  might  be  ambiguous,  its  ambiguity  did  not  mislead  the 
complainant.  Commissioner  Campbell  said  that,  as  a  matter  of 
fact  the  complaint  was  brought  on  the  theory  that  the  tariff 
covering  transit  at  mills  and  elevators  on  the  direct  line  did  not 
apply  at  Monroe,  and  that  therefore  out-of-route  charges  would 
have  to  be  paid  on  grain  to  and  from  Monroe,  for  which  transit 
was  claimed. 

The  Commission  said,  however,  that  the  tariff  should  be  clari- 
fied, promptly,  by  proper  amendment. 


RATE  ON  SUGAR 

An  order  of  dismissal  has  been  made  in  No.  11685,  Early- 
Foster  Company  vs.  Southern  Pacific  et  al.,  opinion  No.  7087,  63 
I.  C.  C.  209-10.  The  complainant  attacked,  as  unreasonable,  a  rate 
of  $1.05  on  sugar  from  San  Bias,  Mex.,  to  Cuidad,  Jaurez  and 
Piedras  Negras,  Mex.,  via  Nogales,  Ariz.,  and  El  Paso,  stopped 
at  El  Paso. 

The  complainant  took  possession  of  the  sugar  at  El  Paso 
because  conditions  were  such  that  it  did  not  want  the  shipments, 
34  carloads  in  number,  forwarded  in  May  and  June,  1920,  to  go  on 
to  the  destinations  in  Mexico  across  the  river  from  El  Paso.  In- 
stead of  going  to  Mexico,  the  sugar  was  sent  to  various  destina- 
tions in  the  United  States. 

A  proportional  rate  of  72  cents  applied  between  the  junctions 
in  the  United  States  through  which  the  sugar  moved,  on  stuff 
going  back  into  Mexico.  The  complainant  thought  that  that  rate 
should  be  applied  to  the  shipment,  but  the  Commission  said  the 
rate  of  $1.05  was  the  distance  scale  rate  of  the  Arizona  commis- 
sion and  that  it  would  be  reasonable  for  application  to  the  in- 
terrupted journey  of  the  Mexican  sugar. 


CHARGES  ON  OREGON  WHEAT 

Charges  on  a  carload  of  wheat  from  Sherar,  Ore.,  to  Port- 
land, Ore.,  over  an  interstate  route,  based  on  an  applicable  joint 
commodity  rate  of  18  cents  per  100  pounds  and  a  minimum  of 
80,000  pounds,  were  unreasonable  .because  they  exceeded  those 
which  would  have  accrued  on  an  actual  weight  basis,  the  Com- 


mission held  in  No.  11573,  Northern  Grain  &  Warehouse  Co.  vs. 
Spokane,  Portland  &  Seattle  et  al.,  opinion  No.  7085,  63  I.  C.  C., 
205-6.  The  defendants  have  been  ordered  to  pay  reparation.  The 
complainant  ordered  a  40,000-pound  capacity  car.  The  defend- 
ants' tariff,  the  Commission  said,  provided  that  the  minimum 
weight  would  be  marked  capacity  of  car,  but  in  no  case  less  than 
40,000  pounds.  There  was  no  tariff  authority  to  base  charges 
on  the  capacity  of  the  car  ordered,  or  actual  weight  when  in 
excess  thereof,  where  a  car  of  greater  capacity  was  furnished 
for  the  carrier's  convenience. 

"We  have  consistently  held  that  where  a  carrier  by  its  tariffs 
specifies  a  certain  minimum  for  a  car  of  a  certain  size  it  thereby 
tenders  to  the  public  that  rate  of  transportation;  and  that  where 
for  its  own  convenience  it  tenders  a  car  of  different  capacity  from 
that  ordered  by  the  shipper  the  carrier  must  protect  the  mini- 
mum applicable  to  the  car  ordered,"  the  Commission  said. 

The  defendants  have  been  ordered  to  make  effective  on  or 
before  October  25,  applicable  on  shipments  of  wheat  between  the 
points  involved  in  the  case,  a  rule  in  conformity  with  the  finding 
above. 


RATES  ON  SULPHURIC  AND  MIXED  ACIDS 

Reparation  has  been  awarded  on  a  holding  of  unreasonable- 
ness, in  a  report  on  No.  11617,  E.  I.  du  Pont  de  Nemours  vs. 
Pennsylvania  et  al.,  opinion  No.  7099,  63  I.  C.  C.  255-7.  The 
Commission  held  rates  on  sulphuric  and  mixed  or  nitrating  acids, 
in  tank  cars  from  Gray's  Ferry  (Philadelphia)  to  Arlington,  N. 
J.,  unreasonable  because  and  to  the  extent  that  they  exceeded  12 
cents  in  the  period  from  February  5  to  June  25,  1918,  and  15 
cents  thereafter,  subject  to  the  increase  authorized  in  Ex  Parte 
No.  74.  A  rate  made  in  consonance  with  the  report  is  to  be 
established  for  the  future  not  later  than  October  25,  and  repara- 
tion will  be  ordered  when  the  freight  bills  have  been  checked. 


RATE   ON   BLASTING  CAPS 

Finding  that  the  rate  applicable  on  a  carload  shipment  of 
electric  blasting  caps  from  Port  Ewen,  N.  Y.,  to  Wilsonburg, 
W.  Va.,  shipped  January  12,  1918,  was  not  unreasonable,  but  that 
the  shipment  was  misrouted,  the  Commission,  in  No.  11913, 
George  C.  Holt  et  al.,  receivers  of  ./Etna  Explosives  Co.,  Inc., 
vs.  B.  &  O.,  Director-General,  et  al.,  opinion  No.  7089,  63  I.  C.  C. 
213-14,  has  directed  an  adjustment  of  charges  and  dismissed  the 
complaint.  Charges  on  the  shipment  were  collected  at  the  rate 
of  91.3  cents  applicable  over  the  route  of  movement,  West  Shore 
to  Little  Ferry,  N.  J.,  Pennsylvania  to  Bay  View,  Md.,  and  B.  & 
O.  beyond.  The  Commission  said  the  shipment  could  have 
moved  via  New  Martinsville,  W.  Va.,  over  which  route  there 
was  contemporaneously  in  effect  a  lower  combination  rate  of 
86.7  cents.  The  defendants  admitted  the  shipment  was  mis- 
routed  and  that  the  rate  should  not  have  exceeded  86.7  cents. 
The  complainant  is  entitled  to  a  refund  of  the  overcharge,  the 
Commission  said. 


CRUSHED  STONE  AND  GROUND  LIMESTONE 
The  Commission  has  dismissed  the  complaint  in  No.  11-IS'j, 
Columbia  Quarry  Co.  vs.  Director-General,  as  agent,  and  East 
St.  Louis,  Columbia  &  Waterloo,  opinion  No.  7084,  63  I.  C.  C. 
203-4,  on  a  holding  that  rates  on  crushed  stone  and  ground  lime- 
stone from  Krause,  111.,  to  various  destinations  in  Illinois,  during 
federal  control,  and  to  Brownsville,  Tenn.,  were  not  unreason- 
able. This  was  another  case  in  which  the  complainant  rested 
its  case  primarily  on  the  allegation  that  it  was  not  the  intention 
of  the  Director-General  to  increase  each  factor  of  combination 
rates  under  G.  O.  No.  28.  Certain  of  the  shipments  involved 
were  undercharged  and  others  overcharged  and  any  outstanding 
undercharges  and  overcharges  should  be  promptly  adjusted,  the 
Commission  said. 


ST.   LOUIS   TERMINAL   BONDS 

The  Commission  has  authorized  the  Terminal  Railroad  As- 
sociation of  St.  Louis  to  pledge  $439,000  of  general  mortgage 
4  per  cent  gold  bonds  with  the  Secretary  of  the  Treasury  as 
collateral  security  for  the  faithful  performance  by  the  company 
of  its  contracts,  dated  August  30,  1920,  and  December  17,  1920, 
relating  to  the  repayment  to  the  United  States  of  any  excess  of 
advances  over  the  amount  of  guaranty  which  may  be  finally 
certified,  pursuant  to  the  provisions  of  section  209  of  the  trans- 
portation act.  The  bonds  will  be  substituted  for  surety  bonds 
heretofore  given  to  the  Secretary  of  the  Treasury  and  the  sub- 
stitution will  enable  the  carrier  to  save  $1,425  per  annum  in 
premiums. 


LOANS  TO  BOSTON  &  MAINE,  AND  ERIE 
The  Commission  has  approved  a  loan  of  $3,049,000  to  the 
Boston  &  Maine  to  enable  the  carrier  to  meet  maturing  indebted- 
ness. It  also  approved  a  loan  of  $1,733,750  to  the  Erie  to  aid 
the  company  in  providing  itself  with  new  and  reconstructed 
equipment  and  other  additions  and  betterments,  and  in  meeting 
maturing  indebtedness. 
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Tentative  Reports  of  the  Commission 


RATES  AT  TENN.  CENTRAL  JUNCTIONS 

Fourth  section  relief  for  the  Tennessee  Central,  whereby  it 
niav  meet   i  lit-  class  and  commodity  rates  Of  competing  lines  at 
linns,    including    Nashville,    while   at   the   same   time   main- 
ing   higher   rates   at    intermediate   points,   Is   proposed   in   a 
tmiainr  report  by  Kxamlner  J.  R.  McQuillan,  in  a  further  hear- 
ing on  No.  9190,  Murlreesboro  Board  of  Trade  et  al.  vs.  Louis- 
villr  \    Nashville  et  al.,  and  the  Tennessee  Central's  fourth  sec- 
tion  application   No.   3912.     Relief   was  denied   by   the   Commis- 
sion in  its  original  report  in  55  I.  C.  C.  648. 

Denial  of  relief  was  based  on  the  conclusion  that  the  com- 
petition between  river  lines  and  rail  lines  was  not  such,  at 
Nashville,  that  the  Tennessee  Central  needed  to  maintain  higher 
rates  at.  intermediate  points  to  make  up  the  losses  suffered  by 
reason  of  the  lower  rates  at  the  Junctions. 

The    Knoxville    Traffic    Bureau    opposed   granting    of    relief 
on  the  ground  that  the  rates  of  the  Central,  under  the  arrange- 
ment   which    thai    road   proposed   to   make   would   unduly  preju- 
Knoxville  and   unduly   prefer  Chattanooga.     The  examiner 
.•<!  attention  to  the  fact  that  the  rates  in  question  were  state 
•s  and  not  under  the  control  of  the  federal  body  unless  it  was 
alleged   or   shown    that   they   constituted   an   unjust   discrimina- 
tion against  interstate  commerce. 


RATES  FROM  AND  TO  N.  &  B.  POINTS 

,  A  reversal  of  the  Commission's  finding  of  unreasonableness 
of  rates  to  and  from  points  on  the  Northampton  &  Bath,  made 
in  52  I.  C.  C.,  387,  has  been  proposed  by  Examiner  Henry  B. 
Arines,  in  a  tentative  report  on  No.  8778,  Atlas  Portland  Cement 
Co.  vs.  Northampton  &  Bath  et  al.  Armes  said  the  finding  of 
unreasonableness  reversal  of  which  he  has  recommended,  was 
made  upon  the  fact  that  the  railroads  had  not  offered  any  tes- 
timony to  show  the  reasonableness  of  the  rates  under  attack. 
They  failed  to  sustain  the  burden  of  proof  which  was  upon  them 
because  the  increased  rates  under  attack  resulted  from  the  can- 
cellation of  allowances  or  divisions  to  the  Northampton  &  Bath 
made  in  1914,  when  the  trunk  lines  cancelled  rates  with  the 
industrial  carriers,  on  the  theory  that  divisions  or  allowances 
out  of  joint  rates  constituted  rebates  to  the  proprietary  interest. 
The  Northampton  &  Bath  is  owned  by  the  complaining 
cement  company.  When  the  finding  of  unreasonableness  was 
made,  the  cement  company  prepared  data  upon  which  an  order 
of  reparation  might  be  based.  It  asked  for  the  return  of  the 
switching  charges  it  had  paid  to  the  industrial  railroad.  As  the 
hearing  on  that  phase  of  the  case,  the  trunk  lines  put  in  testi- 
mony to  show  that  the  rates  resulting  from  the  addition  of  the 
switching  charges  to  the  line-haul  rates  did  not  make  the 
through  rates  unreasonable.  The  examiner  agreed  with  them 
that  the  rates  to  New  Jersey  ports  were  sub-normal,  hence  the 
reversal  proposed  by  him. 


AUTOMOBILE  WOODEN  BOARDS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
are  recommended  by  Examiner  Paul  O.  Carter  in  a  tentative 
report  on  No.  12397,  Chevrolet  Motor  Co.  of  Texas  vs.  Director- 
General,  as  agent,  et  al.,  in  which  the  complainant  alleged  that 
the  rates  charged  for  the  transportation  of  automobile  wooden 
floor,  toe  and  running  boards,  in  mixed  carloads,  from  Detroit, 
Mich.,  to  Fort  Worth,  Texas,  during  the  period  from  February 
21,  1917,  to  February  28,  1920,  were  unreasonable  and  unduly 
discriminatory. 

"The  Commission  should  find,"  Examiner  Carter  says,  "that: 
(1)  the  fourth-class  rates  charged  on  trimmed  automobile  wooden 
running,  floor  and  toe  boards  moving  from  Detroit,  Mich.,  to  Fort 
Worth,  Tex.,  prior  to  April  1,  1918,  were  not  unreasonable;  (2) 
that  the  fourth-class  rates,  minimum  30,000  pounds,  charged  on 
trimmed  boards  moving  on  and  after  April  1,  1918,  were  unrea- 
able  to  the  extent  that  they  exceeded  the  contemporaneous 
class  A  rates,  and  minimum;  (3)  that  the  fourth-class  rates 
charged  on  untrimmed  boards  moving  prior  to  December  30,  1918, 
were  unreasonable  to  the  extent  that  they  exceeded  the  contem- 
poraneous class  B  rates,  minimum  30,000  pounds;  (4)  that  the 
class  A  rates,  minimum  36,000  pounds,  charged  on  untrimmed 
boards  on  and  after  December  30,  1919,  were  unreasonable  to  the 
extent  that  they  exceeded  the  contemporaneous  class  B  rates, 
.  minimum  36,000  pounds." 


tentative  report  recommending  dismissal  of  No.  11940,  Great 
Lakes  Dredge  &  Dock  Co.  vs.  Director  General,  as  agent,  Illinois 
Central,  et  al.  The  complainant  alleged  the  rate  wag  unreason- 
able  to  the  extent  that  it  exceeded  $1.20,  the  contemporaneous 
rate  of  the  Illinois  Central  from  the  same  general  district  to  Chi- 
cago, and  also  that  the  assessment  of  an  additional  charge  of 
50  cens  per  ton  by  the  Illinois  Central  for  switching  the  ship- 
ments to  the  I.  C.'s  pier  track  No.  1,  at  the  foot  of  South  Water 
street  in  Chicago,  was  unreasonable.  The  $1.50-rate  was  charged 
by  the  Monon  and  the  Chicago,  Terre  Haute  and  Southeastern. 
Regarding  the  additional  charge  of  50  cents,  the  complainant 
contended  that  under  the  Lowrey  tariff,  governing  switching  in 
Chicago,  no  additional  switching  charge  was  authorized.  The 
examiner  said  that  the  additional  charge  was  made  by  the  I.  C. 
because  pier  track  No.  1  was  not  listed  In  the  Lowrey  tariff  as 
an  industry  track  and  that  the  record  afforded  no  basis  for  re- 
quiring the  listing  of  the  pier  track  on  an  industry  track  of  the 
I.  C.  As  to  the  $1.50  rate,  the  examiner  said  the  fact  that  a  lower 
rate  was  effective  via  the  I.  C.  than  via  the  Monon  and  South- 
eastern did  not  warrant,  and  the  record  did  not  warrant  a  find- 
ing of  unreasonableness.  The  rate  is  now  $2.10  via  all  lines,  he 
said. 


RATES  ON  COAL  IN  ILLINOIS 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  12280, 
Central  Illinois  Light  Co.  vs.  Director-General,  as  agent,  Chi- 
cago &  Alton,  et  al.,  and  also  embracing  No.  12291,  Sharon  Coal 
Co.  et  al.  vs.  Director-General,  as  agent,  Chicago  &  Alton,  et  al., 
has  recommended  a  finding  that  rates  on  bituminous  coal  from 
mines  in  the  Springfield  district,  and  the  Peoria  and  Fulton 
county  groups,  in  Illinois,  to  Peoria,  111.,  during  federal  control, 
were  not  unreasonable  and  that  the  complaints  be  dismissed. 
The  rates  in  issue  were  established  June  25,  1918,  under  G.  O. 
No.  28  and  alleged  to  be  unreasonable  to  the  extent  that  they 
exceeded  the  rates  established  October  5,  1918.  It  was  contended 
that  defendants  through  misapplication  of  the  provisions  of  G. 
O.  No.  28  published  rates  in  excess  of  those  authorized  by  the 
order,  which  they  said  was  evidenced  by  the  subsequent  reduc- 
tion. The  defendants  contended  that  the  reasonableness  of  the 
rates  did  not  enter  into  the  revision  on  October  5,  1918,  and  that 
the  revision  should  not  be  regarded  as  an  admission  of  the  un- 
reasonableness of  the  higher  rates  established  on  June  25,  1918. 
The  examiner  said  the  Commission  has  repeatedly  held  that  even 
if  the  rates  assailed  were  not  established  in  strict  conformity 
with  the  provisions  of  G.  O.  No.  28,  that  fact  alone  was  Insuffi- 
cient to  support  a  finding  that  the  rates  established  thereunder 
were  unreasonable.  The  rates  assailed  compared  favorably  with 
numerous  rates  applicable  on  coal  for  comparable  distances  be- 
tween points  in  the  same  territory,  the  examiner  said. 


SOO  LINE  ICE  SHIPMENTS 

A  holding  that  the  charges  collected  were  greater  than  those 
legally  applicable  and  a  statement  to  the  defendants  that  they 
should  make  refunds  down  to  the  basis  of  the  legally  applicable 
rates  and  charges,  has  been  recommended  by  Examiner  John  T. 
Money,  in  a  tentative  report  on  No.  12372,  William  L.  Carney  vs. 
Minneapolis,  St.  Paul  &  Sault  Ste.  Marie,  Director-General,  et  al., 
as  to  1,800  shipments  of  ice,  in  carloads,  from  Trevor,  Wis.,  and 
Lake  Marie  (Antioch)  111.,  to  points  on  the  Northern  Illinois,  in 
Chicago. 

The  case  arose  over  an  interpretation  of  the  Soo  Line  ab- 
sorption tariff  and  its  application  to  deliveries  on  the  Illinois 
Northern.  Stripped  of  its  technical  verbiage.  Money  said  the 
tariff  meant  that  where  the  revenue  per  car  is  more  than  $15, 
the  Soo  Line  would  absorb  $6  per  car  after  an  arbitrary  of  $5.50 
had  been  added  for  deliveries  on  industrial  tracks  and  $4.50  had 
been  added  for  team  track  deliveries  on  the  Illinois  Northern. 

The  charges  were  collected,  on  shipments  from  Trevor,  at 
the  rate  of  $16.56  per  car  and  $22.84  from  Lake  Marie.  Examiner 
Money  said  the  charges  collected  were  illegal  to  the  extent  that 
they  exceeded  $14.06  per  car  on  shipments  from  Trevor  and 
$20.34  on  shipments  from  Lake  Marie.  He  said  that  the  de- 
fendants should  refund  the  overcharges  with  interest  and  that 
the  Commission  should  then  dismiss  the  complaint. 


STONE,  BEDFORD  TO   CHICAGO 

A  rate  of  $1.50  a  ton  on  rip  rap  stone  from  the  Bedford,  Ind., 
stone  district  to  Chicago  in  the  period  from  September,  1918,  to 
March  1,  1920,  should  be  found  not  unreasonable  or  otherwise 
unlawful,  Attorney-Examiner  Arthur  H.  Mackley  proposed  in  a 


PIG  IRON,  N.  BIRMINGHAM  TO  NEW  ORLEANS 
Examiner  Burton  Fuller,  in  a  tentative  report  on  No.  12384, 
Tutwiler  &  Brooks  vs.  Southern  Railway  Co.  et  al.,  has  rec- 
ommended dismissal  of  the  complaint  on  a  holding  that  a  com- 
bination rate  of  $2.10  per  long  ton,  charged  on  24  carloads  of 
pig  iron  from  North  Birmingham,  Ala.,  to  New  Orleans,  La., 
for  export,  was  applicable  and  not  unreasonable.  The  ship- 
ments moved  in  May,  1920,  as  routed  over  the  Southern  to  Bir- 
mingham, Birmingham  Southern  to  Bessemer,  Ala.,  and  lines 
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of  the  Southern  system  beyond.  The  rate  of  $2.10  was  com- 
posed of  commodity  rates  of  30  cents  to  Birmingham  and  $1.80 
from  that  point  to  destination.  The  complainants  contended 
that  the  $1.80  rate  was  applicable  from  North  Birmingham,  as 
the  latter  was  named  in  the  tariff  as  a  Birmingham  rate  point. 
The  examiner  said  that,  in  accordance  with  both  the  literal  and 
reasonable  interpretation  of  the  provision  contained  in  the  tariff 
on  which  the  complainants  based  their  contention,  the  rate  of 
$1.80  was  not  applicable  from  North  Birmingham. 

COAL,    UTAH   TO   NEVADA 

Attorney-Examiner  M.  A.  Pattison,  in  a  proposed  report  on 
No.  12171,  Public  Service  Commission  of  Nevada  vs.  A.  T.  & 
S.  F.  et  al.,  has  recommended  a  holding  of  unreasonableness 
as  to  rates  on  soft  coal  from  mines  in  the  Castle  Gate  district 
in  Utah,  and  from  Rock  Springs  to  stations  in  Nevada  on  the 
main  lines  of  the  Southern  Pacific  and  Western  Pacific  and  to 
Ely  and  East  Ely,  on  the  Nevada  &  Northern,  and  that  reason- 
able rates  for  the  future  be  as  follows:  To  points  between 
Tacoma  and  Tule,  on  the  Southern  Pacific,  inclusive,  and  be- 
tween Ola  and  Golconda,  inclusive,  on  the  Western  Pacific,  $5.50 
per  ton;  to  Winnemucca,  $5.80  per  ton;  to  points  between  Krum 
and  Reno,  inclusive,  on  the  Southern  Pacific,  and  between  Krum 
and  Reno,  inclusive,  on  the  Western  Pacific,  $6.25  per  ton;  and 
to  McGill,  $5.65  on  lump  and  $4.60  on  slack,  run-of-mine  and 
nut.  Rates  to  East  Ely  and  Ely  should  not  exceed  rates  based 
on  the  present  differences  over  McGill. 


RATES   ON    GASOLINE 

The  rates  legally  applicable  on  numerous  tank-car  loads  of 
gasoline,  shipped  between  July  25,  1918,  and  July  17,  1919,  from 
group  3  points  in  Oklahoma  to  various  destinations  in  Kentucky, 
were  those  in  effect  June  24,  1918,  plus  4.5  cents  per  100  pounds, 
Examiner  Charles  R.  Seal  has  held  in  a  tentative  report  on 
No.  12130,  Standard  Oil  Co.  (Kentucky)  vs.  Director-General,  as 
agent,  B.  &  O.  et  al.  He  said  that  the  shipments  to  destinations 
other  than  Maysville,  Ky.,  were  not  undercharged,  but  that  the 
shipments  to  Maysville  were  overcharged  and  that  the  complain- 
ant was  entitled  to  reparation  on  those  shipments  down  to  the 
basis  of  the  rates  found  reasonable. 


RATES   ON    VELVET    BEAN    MEAL 

Examiner  Charles  R.  Seal,  in  a  report  on  No.  12133,  Mon- 
arch Mills  vs.  Central  of  Georgia,  has  recommended  a  holding 
that  the  rates  on  velvet  bean  meal  from  points  in  Georgia  and 
Alabama  to  Chattanooga  during  federal  control  and  since  were 
and  are  unreasonable,  because  and  to  the  extent  that  they  ex- 
ceeded, exceed  or,  for  the  future  may  exceed  the  contemporane- 
ous rates  on  cottonseed  meal.  Seal  also  recommended  repara- 
tion down  to  that  basis. 


NEBRASKA  RATES,  FARES  AND  CHARGES 

The    Traffic    World    Washington   Bureau 

A  downward  revision  in  rates  on  road  and  building  ma- 
terials, intrastate  in  Nebraska,  and  interstate  to  some  near-by 
points  in  Iowa,  is  to  be  made  on  five  days'  notice  to  the  Com- 
mission, under  permission  from  the  Commission,  given  by  means 
of  a  supplemental  order  in  No.  11829,  "Nebraska  Rates,  Pares  and 
Charges."  Broadly  speaking,  the  revision  will  have  the  effect 
of  restoring  the  rates  on  such  materials  in  effect  in  Nebraska 
when  the  Commission  issued  its  order  under  the  thirteenth  sec- 
tion, requiring  the  removal  of  discrimination  against  interstate 
commerce. 

Shippers,  carriers,  and  state  authorities  petitioned  for  a 
restoration  of  the  old  rates.  They  asked  that  the  case  be  re- 
opened as  to  rates  on  sand  and  gravel,  and  that  petition  was 
granted  on  July  19.  Further  hearing  was  to  have  been  had  on 
the  subject  of  rates  on  those  commodities  but  the  agreement  of 
the  three  parties  in  interest  for  a  virtual  restoration  of  the  old 
rates  made  further  hearing  unnecessary.  The  order  reopening 
the  case  has  been  set  aside  and  the  proceedings  thereunder  dis- 
continued. 

After  setting  forth  the  facts  with  regard  to  the  original 
order  to  remove  the  disccrimination  and  the  order  for  reopen- 
ing, the  order  of  the  Commission  made  public  on  August  29, 
allowing  the  restoration,  says: 

It  further  appearing,  That  there  has  been  filed  with  this  Com- 
mission a  petition  on  behalf  of  certain  carriers  operating  within 
the  state  of  Nebraska,  parties  to  this  proceeding,  requesting  authority 
to  establish  certain  proposed  rates,  which  have  been  agreed  to  by 
the  interested  shippers  and  approved  by  the  Nebraska  State  Rail- 
way Commission: 

It  is  ordered,  That  the  order  entered  in  this  proceeding-  on 
January  27,  1921,  as  amended  by  orders  of  March  29  and  April  15, 
1921,  be,  and  it  is  hereby,  further  amended  so  as  to  permit  petitioners 
Chicago,  Burlington  &  Quincy  Railroad  Company;  Chicago  &  North- 
western Railway  Company;  Chicago.  Rock  Island  &  Pacific  Railway 
Company;  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway  Com- 
pany; Missouri  Pacific  Railroad  Company;  Missouri  Pacific  Railroad 
Corporation  in  Nebraska;  The  St.  Joseph  &  Grand  Island  Railway 
Company;  and  Union  Pacific  Railroad  Company,  according  as  they 
participate  in  the  transportation  to  establish,  on  or  before  October 
10,  1921,  upon  notice  to  this  Commission  and  to  the  general  public 
by  not  less  than  five  days'  filing  and  posting  in  the  manner  pre- 


scribed in  section  6  of  the  interstate  commerce  act,  for  the  trans- 
portation of  the  commodities  hereinafter  described,  within  the  state 
of  Nebraska,  the  following  schedules  of  rates: 

Scale  of  commodity  distance  rates  on  sand,  gravel  and  stone 
(crushed,  chip,  dust,  rip-rap  and  rubble)  for  application  between  all 
points  in  Nebraska  except  as  otherwise  shown. 

Distance  Rates  in  cents  Distance  Rates  in  cents 

Miles  per  100  Ibs.  Miles  per  100  Ibs 

50  4  145  8 

60  4%  160  8% 

70  5  175  9 

80  5%  200  9% 

90  6  225  10 

100  6%  250  10% 

115  7  275  11 

130  714  300  11% 

Rates  on  sand  and  gravel  to  be  published  specifically  as  excep- 
tions to  the  distance  scale,  from  La  Platte,  Cedar  Creek  Louisville 
Meadow  to  Omaha  and  Lincoln,  3%  cents  per  100  Ibs.;  from  South 
Bend,  Ashland.  Cone  Spur  Valley,  Fremont  to  Council  Bluffs  la  4 
cents  per  100  Ibs.  (Minimum  carload  weight  90  per  cent  of  marked 
capacity  of  car,  except  that  when  weight  of  shipment  loaded  to  full 
visible  capacity  of  car  is  less  than  90  per  cent  of  marked  capacity 
of  car  ,the  actual  weight  will  apply.  In  no  case  shall  the  minimum 
weight  be  less  than  40,000  pounds.) 


ViCB.  &  Q.  R.  R._ 

Pits   adjacent   to  Central    City   to   Central    City,    Neb.  Sin  no 

Pits  adjacent  to  Ashland  to  Ashland,  Neb  ....... 

Pits  adjacent  to  Endicott  to   Endicott,   Neb  .............  ......    '   lo'oO 

Pits  adjacent  to  Bridgeport  to  Bridgeport  and  Northport,  Neb.       1000 

Pits  adjacent  to  Columbus  to  Columbus.  Neb  ...... 

Pits  adjacent  to  Fremont  to  Fremont,  Neb  ....................  '.'.  loloo 

Lyman  Sand  Co.'s  pit,  Fremont  Ice  House  and  Richey  Bros  '  pits 

at  Fremont  to  Chautauqua  Siding  and  Fremont,  Neb...  1000 

Via  Union  Pacific  R.  R.  — 
Pits  adjacent  to  Sandell  to  Fremont,  Neb  .....  in  00 

ViaTst.  P.,  M.  &  O.  Kv.-  Cts'.pei'lOO.bs. 

Fremont,   Neb.,   to  Oakland.   Neb  ...................  4 

Fremont,    Neb.,   to   Lyons,   Neb  ........ 

Fremont,   Neb.    to  Dakota  City,    Neb  .......  -,14 

Fremont,  Neb.,  to  South  Sioux  City,  Neb...  kiA 

Fremont,   Neb.,   to  Jackson.   Neb...    . 

Fremont,  Neb.,  to  Laurel,  Neb  ......... 

Fremont,  Neb.,  to  Randolph,   Neb  ....................  '.'.'....'.'.'.'.'.'.'.     7% 

Via  C.  R.  I.  &  P.  Ry.— 
Pits  located  on  DuVal  and  Blue  Valley  spurs  near  Fairbury,  Neb 

to    Fairbury,    Neb.—  Proportional    rate    applying    on    shipments 

destined  to  points  on  other  lines  ............  j 

Pits  located  on  DuVal  and  Blue  Valley  spurs  near  Fairbury!  'Neb  ' 

to  Fairbury,    Neb.  —  Local   rate    .........................     ..  2% 

(Minimum  carload  weight,  90  per  cent  of  marked  capacity  of  c"ir 
except  that  when  weight  of  shipment  loaded  to  full  visible  "capacity 
of  car  is  less  than  90  per  cent  of  marked  capaicty  of  car.  the  actual 
weight  will  apply.  In  no  case  shall  the  minimum  weight  be  less  tl,;ui 

Scale  of  commodity  distance  rates  on  brick,  hollow  building  tile 
and  cement  building  blocks  for  application  between  points  in 
Nebraska. 


RATES  IN  CENTS  PER  100  POUNDS 


Distance 
5 

10 

15 

20 

25 

30 

35 

40 

45 

50 

55 

60 

65 

70 

75 

80 

85 

90 

95 
100 
105 
110 
115 
120 
125 
130 
135 
140 
145 
150 
155 
160 
165 
170 
175 
180 
185 
190 
195 
200 
205 
210 
215 
220 
225 
230  ' 
235 
240 
245 
250 


Rate 


6 

6% 

6% 

7 

7 

7% 

7% 

8 

8 

8% 

8<4 

9 

9 

9% 

9% 
10 
10 


10  V2 
11 
11 
11 

n% 
11% 
11% 

12 
12 
12 

12% 

12% 

12% 

13 

13 

13 

13% 

13% 

13% 

14 

H 

14 

14% 

14% 

14% 

15 

15 

15 


Distance 
255 
260 
265 
270 
275 
280 
285 
290 
295 
300 
305 
310 
315 
320 
325 
330 
335 
340 
345 
350 
355 
360 
365 
370 
375 
380 
385 
390 
395 
400 
405 
410 
415 
420 
425 
430 
435 
440 
445 
450 
455 
460 
465 
470 
475 
480  ' 
485 
490 
495 
500 


This  order  shall  continue  in  force  until  the  further  order  of  the 
Commission  and  shall  not  be  construed  as  approving  any  rates  rst.-ili- 
lished  hereunder,  which  rates  are  subject  to  revision  in  appropriate 
proceedings. 
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WESTERN  GRAIN  RATE  HEARING 

Till    Traffic    World    Washington   Bureau 

At  cording  to  P.  C.  Maegly,  assistant  general  freight  agent 

of  tin-  Alchison.  Topeka  .t  Simla  1'V,  the  grain  traffic  has  many 
special  privileges  whicli  cost  the  railroads  a  pretty  penny.  He 
was  put  on  the  stand  at  the  afternoon  session  of  the  grain  rate 
hearing  August  25  to  point  out  why,  from  an  expense  point  of 
view,  the  rates  on  grain,  grain  products,  and  hay  should  not 
be  reduced.  He  called  attention  to  the  fact  that  all  grain  is 
stopped  for  official  inspection,  not  only  at  point  of  origin,  but 
at  destination,  and  that  reconsignment  from  the  hold  tracks 
on  which  the  inspections  are  made  is  without  expense  to  the 
shipper.  Me  also  pointed  out  that  only  the  best  kind  of  box 
cars  can  be  used  for  shipping  grain  in  bulk.  In  addition  to  the 
expense  of  furnishing  only  the  best  kind  of  box  cars,  the  car- 
riers are  required  to  furnish  grain  doors  for  the  shipments  of 
grain  in  bulk.  He  calculated  the  expense  caused  by  the  require- 
ment to  furnish  grain  doors  at  17  cents  a  ton.  That  expense 
is  not  met  by  carriers  in  Argentina  and  Australia,  where  the 
grain  is  shipped  in  sacks,  he  said. 

On  cross  examination  the  shippers  tried  to  make  it  appear 
that  the  so-called  privileges  are  only  those  which  are  the  natural 
incidents  to  the  handling  of  a  given  kind  of  traffic  in  the  most 
expeditious  and  economical  manner  and  that  the  privileges  are 
not  special  as  indicating  that  there  is  a  uniform  way  to  handle 
all  kinds  of  traffic. 

Arguments  were  not  begun  on  the  Commission's  grain  rate 
inquiry,  on  the  morning  of  August  26,  as  planned.  Instead,  the 
introduction  of  testimony  to  show  that  the  railroads  of  the  west- 
ern district  is  such  that  they  cannot  afford  to  take  a  chance  of 
introduction  of  testimony  to  show  that  the  condition  of  the  rail- 
roads of  the  western  district  is  such  that  they  cannot  afford 
to  take  a  chance  of  reducing  their  revenues  was  continued.  The 
afternoon  session  of  August  25  was  also  devoted  to  that  kind  of 
testimony,  L.  E.  Wettling,  the  statistician  for  the  western  roads, 
and  their  first  witness,  being  continued  on  the  stand  by  the 
cross-examination  conducted  by  attorneys  for  the  petitioners  and 
the  commissioners  longer  than  intended. 

Mr.  Wettling  declared  that  the  roads  in  the  western  district 
were  hit  harder  by  the  traffic  slump  during  the  first  five  months 
of  this  year  than  those  in  any  other  part  of  the  country,  there 
having  been  a  decline  compared  with  the  same  period  in  1920  of 
more  than  27  per  cent  in  traffic  in  that  district.  Despite. this,  he 
said,  their  expenses  increased  7.69  per  cent  during  the  nine 
months  which  ended  on  June  1  compared  with  the  corresponding 
months  one  year  ago. 

The  average  haul  of  grain  and  grain  products  on  western 
roads,  he  testified,  is  300  miles,  while  for  other  traffic  it  is  201 
miles.  For  transporting  one  ton  of  grain  and  grain  products  one 
mile,  Mr.  Wettling  said,  the  roads  receive  an  average  of  1.10 
cents,  while  for  all  other  traffic,  excluding  grain  and  grain  prod- 
ucts, they  average  1.44  cents. 

Instead  of  appealing  to  the  railroads  for  relief,  Mr.  Wettling 
told  the  Commission  that  the  farmers  ought  to  seek  first  relief 
from  other  industries  concerned  with  the  marketing  of  grain 
whose  rate  of  return  is  much  higher  than  that  of  the  railroads. 

The  witness  testified  that  according  to  the  findings  of  the 
Federal  Trade  Commission,  owners  of  country  grain  elevators  in 
the  western  grain  states  in  1920  realized  net  returns  ranging 
from  20  to  57  per  cent  on  their  investment.  Findings  of  the  com- 
mission, he  said,  showed  that  in  that  section  of  the  country  the 
farmers  paid  the  elevator  owner?  an  average  profit  of  eight  cents 
a  bushel  over  and  above  the  cost  of  handling  the  farmer's  grain. 

"If  the  farmer  saved  one  cent  a  bushel  on  his  grain,  he  would 
realize  approximately  $23,000,000  more  than  he  is  now  doing, 
while  if  he  saved  4  cents  a  bushel  he  would  realize  $92,000,000, 
which  would  be  more  than  he  is  asking  in  the  reduction  of  freight 
rates,"  said  Mr.  Wettling. 

"It  seems  to  me  that  the  farmer  is  going  to  the  wrong  place 
to  get  relief.  They  come  to  the  railroads  who  are  making  less 
than  two  per  cent  while  they  are  paying  much  more  to  other 
people  for  handling  their  grain.  In  some  instances  they  are 
paying  these  elevators  more  than  they  pay  for  freight  rates." 

Investigation  by  the  Federal  Trade  Commission  showed,  ac- 
cording to  Mr.  Wettling,  that  1,091  grain  elevators  received  a 
profit  of  8.05  cents  a  bushel  on  the  grain  they  handled  while  the 
net  return  on  their  investment  amounted  to  25.33  per  cent. 

One  hundred  elevators  in  North  Dakota,  the  witness  testi- 
^fied,  received  an  average  profit,  according  to  the  Federal  Trade 
'Commission,  of  11.5  cents  per  bushel  and  a  net  return  on  their 
investment  of  31.34  per  cent,  while  63  elevators  in  South  Dakota 
had  a  profit  of  8.24  cents  per  bushel  and  a  net  return  of  54.74 
per  cent  on  their  investment.  Investigation  by  the  Commission 
into  the  operations  of  eight  elevators  in  Oklahoma  showed,  ac- 
cording to  the  witness,  that  they  received  a  profit  of  11.93  cents 
per  bushel  and  had  a  net  return  of  57.65  per  cent  on  the  amount 
invested. 

Despite  the  slump  in  traffic,  Mr.  Wettling  testified,  there  has 
been  a  big  increase  compared  with  the  two  previous  years  In  the 
number  of  cars  loaded  with  grain  and  grain  producrs.  This  took 


place,  he  showed,  despite   the  fact  that  freight   rates  are  now 
higher  than  in  previous  years. 

From  January  1  to  July  23  this  year,  he  said,  3,251,465  cars 
less  were  loaded  with  revenue  freight  than  during  the  corre- 
sponding period  in  1920,  but  the  number  loaded  with  grain  and 
grain  products  was  190,530  cars  greater  than  during  that  period 
last  year.  Loading  of  grain  and  grain  products,  he  added,  during 
that  period  this  year  was  also  120,643  cars  greater  than  during 
the  corresponding  period  in  1919. 

Mr.  Wettling  testified  that  the  carriers  are  saving  themselves 
from  having  operating  deficits  by  greatly  reducing  expenditures, 
particularly  for  maintenance  work.  Virtually  all  of  this  mainte- 
nance work,  however,  must  eventually  be  done,  he  said. 

He  said  there  was  little  hope  of  the  roads  reducing  their  ex- 
penditures for  coal  before  April  1,  1922,  when  many  of  them 
renew  their  contracts.  Because  of  the  fact  that  the  carriers  are 
compelled  to  buy  their  supplies  from  6  to  18  months  in  advance, 
it  will  be  some  time  before  they  can  realize  anything  from  the 
present  drop  In  the  cost  of  materials  and  supplies. 

At  the  morning  session  August  26,  C.  B.  Houghton,  of  the 
Santa  Fe,  who  has  been  in  the  freight  department  of  that  carrier 
for  thirty-seven  years,  presented  figures  to  show  that  hay  pays 
less  than  it  should  and  that  the  railroads  are  not  in  a  position 
to  extend  help  to  the  farmers  having  hay  to  sell  by  making  any 
reductions  on  a  traffic  that  now  pays  less  than  a  reasonable  share 
of  the  operating  expense. 

A.  F.  Cleveland,  assistant  freight  traffic  manager  of  the  Chi- 
cago &  North  Western,  presented  a  graph  covering  revenues,  ex- 
penses, wages,  net  income,  taxes  and  other  facts  pertaining  to 
the  condition  of  that  carrier  that  caused  some  gasps  because  it 
seemed  to  put  across  the  idea  intended  to  convey  with  more  force 
than  the  figures  carried  in  the  statistical  tables  of  the  usual 
form. 

That  road,  according  to  the  graph  and  the  tables,  has  been 
operating  at  a  deficit  since  the  beginning  of  1920.  In  May  its 
operating  ratio  was  113.  Mr.  Cleveland  used  1913  as  100  per 
cent.  One  of  the  most  striking  facts  shown  was  that  at  present 
wages  are  140  per  cent  higher  than  they  were  in  1913.  From 
January  to  January,  1920-21,  they  were  exactly  200  per  cent 
higher  than  in  1913.  The  reduction  ordered  by  the  Railroad 
Labor  Board,  effective  in  July,  was  the  first  drop  in  the  wage 
line  since  1913.  That  line  went  up  in  big  steps  nearly  every 
year  from  1913  to  1920. 

The  graph  showed,  in  its  general  outline,  an  immense  maw 
with  the  upper  part  represented  by  the  huge  increase  in  wages 
and  the  lower  by  the  ever-descending  net  income  line. 

Another  fact  that  attracted  attention  to  what  Mr.  Cleveland 
said  was  that  the  iron  ore  traffic,  which  constitutes  from  16  to 
26  per  cent  of  the  tonnage  of  the  North  Western,  is  off  70  per 
cent.  That  is  to  say,  up  to  the  middle  of  August,  not  more  than 
30  per  cent  of  the  usual  movement  of  iron  ore  had  taken  place 
on  the  North  Western. 

AJI  plans  for  concluding  the  hearing  were  abandoned  August 
26,  on  which  day  it  was  hoped  to  finish  the  matter  by  having 
the  attorneys  sum  up  the  case  by  means  of  argument.  The  plans 
had  to  be  abandoned  notwithstanding  that  Commissioner  Potter, 
two  days  before,  had  given  up  his  plan  to  cross  examine  C.  W. 
Hillman  on  the  so-called  inefficiency  of  labor  and  be  content  with 
what  the  witness  had  said  while  Mr.  Potter  was  out  of  the  room. 

L.  E.  Wettling,  chief  statistician  and  accountant  for  the 
western  railroads,  who,  on  August  25  had  said  the  grain  eleva- 
tors had  made  large  net  profits,  was  recalled  August  26  for  cross 
examination  by  Clifford  Thorne,  counsel  for  the  American  Farm 
Bureau  Federation  and  the  Farmers  Co-operative  Grain  Dealers' 
Association,  which  organizations  were  greatly  interested  in  the 
figures  because  they  have  grain  elevators  of  their  own,  and  the 
figures  pertaining  to  profits  covered  their  elevators  as  well  as 
those  of  elevators  owned  by  competing  companies  and  individuals. 

The  witness  admitted  that  he  had  used  the  figures  of  the 
Federal  Trade  Commission,  showing  a  profit  of  8.58  cents  a 
bushel  for  the  farmers'  elevators  as  if  it  were  a  net  figure  and 
that  the  Federal  Trade  Commission,  in  its  report,  had  said  it 
had  been  impossible  to  obtain  the  net  profit  per  bushel.  Thorne 
called  attention  to  the  fact,  he  said,  that  in  the  report  from 
which  Wettling  had  taken  his  figures,  there  had  been  no  deduc- 
tion of  operating  expenses  or  any  allowance  for  income  taxes 
or  depreciation  of  the  elevators.  Wettling  said  his  testimony 
should  be  corrected  to  show  the  facts. 

Wettling  also  said  that  he  had  made  no  allowance,  in  his 
computation  of  expenses  of  carriers  during  the  nine  months 
following  September,  1920,  for  the  decreases  in  wholesale  prices 
of  any  materials,  supplies  or  fuel,  that  have  taken  place  since 
that  time. 

At  the  morning  session  of  August  27  Mr.  Cleveland  for  the 
Chicago  &  North  Western  concluded  his  testimony  to  show  that 
that  road  can  not  stand  any  reduction  in  rates  on  grain  and 
grain  materials  because  it  has  been  operating  at  a  deficit  for  th« 
last  eighteen  months  and  there  is  no  prospect  that  the  proposed 
reduction  in  rates  would  bring  a  larger  volume  of  business,  or 
of  reduction  in  expenses  in  the  immediate  future. 

Frank  B.  Townsend,  general  traffic  manager  for  the  Minne- 
apolis &  Omaha,  took  the  stand  to  show  what  a  twenty-five  per 
cent  reduction  in  rates,  which  is  one  of  the  suggestions  that  had 
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been  made,  would  do  to  that  carrier.  He  said  that  such  a  reduc- 
tion would  cause  a  reduction  of  $700,000  of  revenue  of  that 
heavy  grain  carrying  road. 

Mr.  Kelly,  the  rate  man  of  the  South  Dakota  commission, 
returned  to  the  stand  just  before  the  end  of  the  half  day's  work 
of  August  27  to  supply  figures  request  for  which  had  been  made 
by  Commissioner  Campbell. 

When  Mr.  Kelly  had  finished  and  the  hearing  was  adjourned 
for  the  day,  the  list  of  witnesses  to  be  called  contained  the  names 
of  six  railroad  men.  Prior  to  the  close  of  that  day's  work  it 
was  figured  that  perhaps  arguments  could  be  begun  August  29, 
but  inasmuch  as  the  program  had  already  gone  far  beyond  ex- 
pectations even  at  the  beginning  of  the  week,  not  much  confi- 
dence was  felt  in  that  expectation. 

Reductions  in  the  rates  on  hay  and  lumber,  made  by  the 
Union  Pacific  and  other  railroads  in  the  western  district,  on  hay 
last  fall,  and  on  lumber  this  spring,  did  not  bring  the  Union 
Pacific  an  additional  dollar.  In  fact,  the  shipments  of  hay  from 
Idaho,  Utah  and  Colorado  decreased  after  the  rates  were  put 
down.  If  the  rates  on  grain  and  grain  products  were  cut  25 
per  cent,  as  suggested  during  the  hearing,  the  Union  Pacific 
would  lose  between  $4,000,000  and  $5,000,000. 

The  foregoing  is  the  substance  of  what  L.  T.  Wilcox,  as- 
sistant to  the  traffic  manager  of  the  Union  Pacific,  said  at  the 
morning  session,  August  29,  when  the  Commission's  grain  in- 
quiry entered  upon  its  third  week.  The  rough  figures,  as  Mr. 
Wilcox  called  them,  showed  that  the  loss  would  be  $4,781,366. 

The  witness  was  not  permitted  to  finish  his  direct  testimony 
without  long  interruptions,  because  Commissioner  Campbell  and 
Mr.  Benton  were  so  much  interested  in  some  of  the  points  he 
was  trying  to  make  that  they  submitted  him  to  a  cross-examina- 
tion on  them  as  he  went  along.  Commissioner  Campbell  said 
that  one  of  the  things  that  hits  him  between  the  eyes  nearly 
every  time  such  a  case  as  this  one  comes  forward  is  that  the 
petitioners  or  complainants  are  able  to  show  that  the  rates  are 
compensatory.  Yet,  because  the  railroads  are  not  making  a  fair 
return  on  the  value  of  the  property  devoted  to  transportation, 
there  must  be  some  rates  that  are  less  than  compensatory. 

"Is  there  a  study  going  on  to  find  out  what  rates  are  causing 
the  return  to  be  less  than  the  law  contemplates?"  Mr.  Camp- 
bell wanted  to  know. 

"Such  studies  are  going  on  all  the  time,"  said  the  witness. 
"We  have  not  laid  down  every  other  kind  of  work  to  find  out 
what  rates  are  causing  the  trouble,  but  it  is  our  aim  to  find  out 
what  is  the  trouble  and  correct  it.  We  have  made  a  number  of 
reductions  because  the  traffic  was  not  moving,  as  for  instance, 
on  lumber  from  the  north  Pacific  coast  to  Omaha,  so  as  to  equal- 
ize the  rates  to  Omaha  with  those  to  St.  Paul.  Not  a  stick  of 
lumber  was  moving  to  Omaha  this  spring,  and  the  shippers 
represented  that  if  we  made  the  rates  to  Omaha  the  same  as  to 
St.  Paul,  that  is,  if  we  restored  the  spread  to  what  it  was  before 
Ex  Parte  74,  they  would  probably  be  able  to  ship,  so  we  cut 
off  7  cents.  The  only  movement  since  then  has  been  some  traffic 
to  Portland,  Ore.,  for  shipment  via  the  Panama  Canal. 

"Last  fall  the  shippers  of  hay  in  Idaho  bombarded  us  with 
letters  and  telegrams,  saying  they  could  not  move  anything  on 
the  rate  of  75.5  cents.  The  rate,  before  the  1920  increase,  was 
56.5  cents.  We  made  a  rate  of  50  cents  to  Missouri  river.  From 
September  to  March  about  1,000  cars  moved.  During  the  last 
six  weeks  the  lowered  rate  was  in  effect  the  shipments  decreased 
in  comparison  with  the  cars  sent  forward  in  the  corresponding 
months  of  1920,  at  the  rate  of  56.5  cents.  The  50  cent  emergency 
rate  expired,  by  limitation,  on  March  31.  About  the  time  it  was 
due  to  expire  the  shippers  again  bombarded  us  but  we  decided 
to  allow  the  50  cent  rate  to  expire.  Some  time  later  the  rates 
from  Utah  and  Colorado  were  reduced  to  59  cents  and  we  fol- 
lowed suit.  The  number  of  cars  shipped  declined  in  comparison 
with  shipments  in  the  corresponding  months  of  1920  and  the 
price  at  the  Missouri  river  went  down  1'rom  $26  to  $21  per  ton. 
The  reduced  rate  was  effective  on  June  2,  and  since  that  time 
shipments  have  decreased." 

"Isn't  the  carrier  in  an  almost  indefensible  position  when  it 
admits  that  for  instance  rates  on  grain  and  grain  products,  as 
in  this  case,  are  compensatory,  while  others  are  not  sufficient 
to  give  the  carriers  a  reasonable  return?"  asked  Commissioner 
Campbell. 

"When  rates  were  increased  in  Ex  Parte  74,  those  in  effect 
then  were  supposed  to  have  been  reasonable  at  the  time  they 
were  made,"  said  the  witness.  "Since  then  prices  have  gone  off. 
Ought  we  to  be  required  to  sacrifice  our  small  net  on  the  as- 
sumption that  it  would  help  the  farmer?  Are  we  responsible 
for  the  economic  condition?" 

"If  your  rates  were  so  high  as  absolutely  to  stop  the  move- 
ment of  grain  from  the  inter-mountain  country  would  you,  or 
would  you  not,  make  reductions?"  asked  Mr.  Benton. 

"You  are  assuming  something  that  has  not  happened  and  is 
not  likely  to  happen." 

"The  testimony  in  this  case  is  that  it  will,"  said  Mr.  Benton. 

"There  are  guesses  in  the  record  that  something  of  that 
kind  might  happen,"  retorted  R.  H.  Widdicombe,  one  of  the  rail- 


road  attorneys.     "Ask   the   witness   a   reasonable   question   and 
give  him  a  chance  to  make  a  reasonable  answer. 

"Oh,  well,  if  he  doesn't  want  to  answer  it,  we  will  let  it 
go,"  said  Mr.  Benton. 

Submission  of  statistics  of  earnings  and  tonnage  in  behalf 
of  the  railroads  was  continued  at  the  afternoon  session  of  August 
29,  attorneys  for  the  shippers  and  commissioners  cross-exam- 
ining Mr.  Wilcox  of  the  Union  Pacific  and  P.  J.  McCarthy,  assist- 
ant general  freight  agent  for  the  Missouri  Pacific,  taking  the 
stand.  Clifford  Thorne  attacked  the  Wilcox  figures  showing  a 
short  haul  on  grain  as  being  misleading  because  practically  every 
movement  of  grain  was  hooked  up,  he  said,  with  an  outward 
movement  of  product.  He  pointed  out  that  inasmuch  as  the  two 
movements  were  thus  hooked  together,  the  computation  made 
by  Mr.  Wilcox  involved  the  use  of  two  cars  in  the  divisor  used 
instead  of  only  one  car. 

The  Missouri  Pacific,  according  to  Mr.  McCarthy's  calcula- 
tions, would  have  had  $2,500,000  less  revenue  than  it  received 
if  the  rates  between  September  1,  1920,  and  May  1,  1921,  had 
been  twenty-five  per  cent  lower  than  they  were.  Inasmuch  as 
the  Missouri  Pacific  during  those  eight  months  operated  "in 
the  red"  the  reduction  in  revenue  would  have  had  the  effect 
of  making  a  serious  matter  worse. 

The  McCarthy  figures  showed  that  the  tonnage  of  grain', 
grain  products  and  hay  during  the  eight  months  in  question 
kept  up  or  increased  a  little,  while  the  tonnage  of  other  products 
fell  off. 

"Your  figures  indicate  that  the  inability  of  the  Missouri 
Pacific  to  earn  a  return  was  not  due  to  any  failure  of  grain, 
grain  products  and  hay  to  move,  but  rather  the  failure  of  other 
traffic  to  move,"  suggested  Commissioner  Campbell. 

"It  would  seem  so,  if  there  is  no  other  fact  to  show  other- 
wise," said  the  witness.  Commissioner  Campbell  followed  up 
his  suggestion  by  remarking  that  perhaps  the  failure  of  othrr 
freight  to  move  was  because  the  purchasing  power  of  the 
farmer  had  decreased. 

Commissioner  Potter,  August  30,  at  the  morning  session  in- 
jected into  the  hearing  on  grain  rates  the  question  whether  the 
Commission  might  not  deal  helpfully  with  the  situation  by 
changing  the  relationship  so  as  to  enable  Arizona,  New  Mexico, 
Idaho  and  some  of  the  more  distant  points  of  origin  to  get  into 
the  eastern  markets;  that  is  to  say,  into  Missouri  and  Missis- 
sippi River  territories,  with  their  alfalfa  hay,  on  terms  that 
would  enable  the  cattle  feeders  and  dairymen  of  the  middle  west 
to  use  the  hay  that  the  growers  of  alfalfa  insist  is  needed  in 
the  dairies  and  feeding  lots. 

"The  order  in  the  case  specifically  says  that  no  testimony 
as  to  relationships  will  be  received  in  this  case,"  said  Commis- 
sioner Esch.  Mr.  Potter  suggested  that  the  order  might  be 
changed.  He  asked  Chairman  Reed  of  the  Kansas  commission 
whether  he  considered  that  order  as  making  it  impossible  to 
make  an  order  requiring  changes  in  the  rates  on  long  hauls 
The  Kansan  said  he  did  not  think  it  bound  the  Commission  to 
refrain  from  dealing  with  that  phase  of  the  subject. 

"You  do  not  consider  yourself  especially  hostile  toward  re- 
ductions in  the  long  haul  rates,  do  you?"  asked  Commissioner 
Potter. 

"I  should  consider  it  very  unfortunate  if  the  Commission 
should  deem  it  desirable  to  reduce  rates  from  New  Mexico  and; 
Arizona,  without  making  like  reductions  from  Kansas,"  answered 
the  Kansas  man.  Railroad  attorneys  said  they  had  not  under- 
taken to  offer  any  testimony  on  the  relationship  of  rates,  and! 
would  therefore  not  like  to  have  that  phase  of  the  case  fore- 
closed on  them.  Some  of  the  states,  in  telling  the  history  of 
the  rates  involved,  necessarily  told  about  the  break  in  relation-) 
ships.  That  testimony,  however,  was  incidental  and  not  put  in 
as  showing  unjust  discrimination  against  any  state  or  undue 
preference  for  another  state.  Commissioner  Lewis,  who  nominally 
was  conducting  the  hearing,  read  from  the  Commission's  order  toj 
.show  that  the  record,  officially,  could  not  contain  the  testimony; 
that  would  be  needed  for  the  Commission  to  do  what  Commis-i 
sioner  Potter  had  suggested. 

Commissioner  Lewis  presided  as  chairman,  but  much  of  the 
hearing  was  conducted  by  Commissioners  Potter  and  Campbell;! 
that  is  to  say  they  asked  the  witnesses  questions  in  such  large; 
numbers  that  the  hearing  looked  more  like  a  hearing  in  the 
presence  of  the  whole  Commission;  rather  than  a  hearing  byj 
one  Commissioner. 

Railroad  testimony  to  show  that  no  reduction  in  rates  on 
grain  could  be  made  without  causing  big  losses  in  revenue  was 
continued  at  the  afternoon  session  of  August  29,  and  the  morning 
session  of  the  following  day.  Late  at  the  afternoon  session,) 
August  29,  F.  J.  Shubert,  general  freight  agent  of  the  Rock  Is- 
land, submitted  figures  for  the  eight-month  period  ending  with; 
May.  The  revenue  of  that  carrier  in  the  period  from  grains 
grain  products  and  hay  was  $14,500,000  in  round  numbers.  A] 
25  per  cent  reduction  would  cause  a  $5,000,000  loss  in  revenue, 
for  that  carrier  in  one  year,  if  the  eight  month  period  should! 
prove  an  accurate  index  for  the  whole  year. 

P.  H.  Burnham  of  the  Great  Northern  estimated  that  the 
loss  in  revenue  following  a  25  per  cent  cut  would  amount  to 
$3,493,555  on  grain,  $512,041  on  products  and  $162,248  on  hay 
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although  '"'  fa  ill  Hi''  liny  tonnage  on  Ilial  road  was  short  haul 
ami  i lir  volume  probably  would  not  be  much  affected  by  a  change 
in  rates.  The  total  loss  in  revenue  to  that  carrier,  he  estimated 
wi'ii Id  be  $4, 167,844. 

Answering  questions  by  Commissioner  Campbell,  the  wit- 
nrss  said  he  did  not  believe  the  Great  Northern  has  any  rates 
that  do  not  pay  the  transportation  cost  or  are  not  somewhat 
compensatory. 

"Thru  why,"  asked  Mr.  Campbell,  "do  they  not  bring  the 
muni  expected  of  them  when  made?" 

"Why,  I  think  they  fall  because  of  the  general  condition  of 
the  country.  The  tonnage  is  not  moving." 

Mr.  Campbell  interrogatively  suggested  that  the  prosperity 
Of  agriculture  is  the  foundation  for  prosperity  throughout  the 
country  and  asked  if  Mr.  .Burnham  did  not  agree,  that  if  the 
prosperity  of  the  farmer  was  restored,  the  whole  country  would 
be  better  off.  Mr.  Burnham  agreed  with  Mr.  Campbell  but  said 
that  he  did  not  agree  that  a  reduction  in  rates  that  would  put 
the  railroads  into  a  worse  condition  than  they  have  been  would 
contribute  to  the  restoration  of  the  prosperity  of  the  farmer. 

The  witness  was  asked  about  the  dividends  the  Great  North- 
ern had  paid  from  surplus.  He  thought  they  tended  to  sustain 
the  credit  of  the  road.  Passage  of  a  dividend  by  the  Great 
Northern,  he  thought,  would  be  a  calamity  for  the  northwest. 
Commissioners  McChord  and  Campbell  asked  for  figures  as 
to  the  surplus.  The  witness  and  the  railroad  attorneys  said  the 
figures  were  on  file  with  the  Commission  but  the  Commissioners 
suggested  that  the  railroads  could  easily  furnish  them. 

A  general  summing  up  of  the  position  of  all  the  carriers  in 
the  western  district  was  placed  before  the  Commission,  in  the 
grain  inquiry,  on  August  31,  by  Conrad  E.  Spens,  vice-president 
In  charge  of  traffic  of  the  Burlington.  On  cross  examination, 
attorneys  for  the  shippers  and  Commissioners  Potter  and  Lewis 
discussed  with  him  the  effect  of  the  high  level  of  wages.  Spens 
did  not  attack  the  wage  level  at  all.  He  declined  the  implied 
invitation  to  get  into  a  discussion  on  that  point,  but  he  insisted 
on  treating  the  operating  expenses  as  a  whole,  rather  than  with 
one  item  in  the  expense. 

"If  wages  were  reduced  $10,000,000  wouldn't  you  be  willing 
to  make  a  reduction  in  rates  that  would  cut  off  that  much?" 
asked  Mr.  Benton. 

"In  view  of  the  narrow  margin  between  operating  revenue 
and  operating  expense,  would  you  expect  us  to  hand  over  to  the 
shipper  all  the  reduction  in  expenses?"  asked  Spens. 
"I'm  asking  you,"  said  Benton. 
"And  I'm  answering  you  in  the  same  way." 
Stanley  H.  Johnson,  vice-president  in  charge  of  traffic  on 
the  Rock  Island,  said  that  every  industry  that  ships  anything 
is  convinced  that  it  is  in  worse  condition  than  any  other,  and 
that  if  the  railroads  granted  a  reduction  in  the  rates  on  grain 
and  grain  products,  each  would  believe  itself  entitled  to  a  re- 
duction in  like  amount.  He  specifically  named  hardwood  lum- 
ber, oil,  live  stock  and  iron  ore  as  commodities  the  shippers  of 
which  believe  they  are  entitled  to  heavy  reductions.  Crude  oil 
has  gone  down,  he  said,  from  $2.50  a  barrel  to  as  low  as  30  cents, 
which,  he  suggested,  is  greater  than  the  reduction  in  the  prices 
of  grains. 

Mr.  Johnson  precipitated  a  heated  colloquy  by  saying  that,  as 
traffic  man  in  charge  of  the  Rock  Island,  he  had  not  heard  of 
or  received  one  request  for  a  reduction  in  rates  on  grain  except 
from  governmental  agencies,  and  also  excepting  this  formal  com- 
plaint, which  was  brought  by  state  commissions. 

Clifford  Thome  protested.  So  did  Chairman  Reed.  The  lat- 
ter asked  if  the  witness  did  not  participate  in  a  conference  with 
the  governor  of  Kansas  about  reductions  in  grain  rates. 

"You  are  absolutely  right,"  said  Mr.  Johnson.  "Remember, 
however,  my  qualification:  That  no  request  for  reduced  rates 
on  grain  came  from  anyone  other  than  governmental  agencies 
and  I  think  that  the  present  governor  of  Kansas  and  the  next 
governor  (Reed)  come  within  that  category." 

Mr.  Thome  said  that  if  the  farmers  of  the  country  had  any 
idea  that  the  railroads  were  trying  to  tell  the  Commission  that 
they  had  not  asked  for  reductions,  the  wires  and  mails  would 
be  flooded  with  requests. 

"The  farmer  acts  through  his  organizations,"  said  Mr. 
Thorne.  He  asked  Mr.  Johnson  if  he  had  ever  received  an  ap- 
plication  from  a  farmer  for  a  reduction  in  rates  and  Mr.  Johnson 
said  yes,  but  he  could  not  remember  the  name  of  any  farmer 
who  had  made  such  a  request. 

"Do  you  think  the  farmers  are  satisfied  with  the  rates?" 
asked  Commissioner  Potter. 

"No,  I  don't  think  any  shipper  is  satisfied  with  his  rates," 
said  the  witness.  "Complaints,  however,  do  not  come  in  until 
prices  begin  falling.  The  rate  then  is  suspected  of  having  caused 
the  trouble." 

The  general  summing  up  for  the  western  district  roads  was 
made  by  Mr.  Spens,  he  said,  in  answer  to  questions  by  Com- 
missioner Potter,  because  he  was  elected  so  to  do  at  a  confer- 
ence held  after  he  had  come  to  the  city.  In  his  state.ment,  Mr. 
Spens  said: 

"I  do  not  believe  the  petition  in  this  case  would  have  been 


filed  if  there  had  not  been  a  marked  decrease  In  market  prices 
for  grain. 

"A  reduction  in  freight  rates  will  not  Increase  these  prices. 
If,  however,  there  should  be  a  reduction  in  the  freight  rates  on 
grain,  and  the  present  prices  should  continue,  or  should  advance, 
then  the  farmer  or  producer  would  undoubtedly  benefit  to  the 
extent  of  the  reduction,  less  any  part  of  It  which  might  be 
absorbed  by  the  Intermediate  handler. 

"The  present  low  prices,  particularly  on  the  coarse  grains, 
are  due  to  the  large  surplus  or  excessive  supply  versus  demand, 
that  we  enjoy,  or  perhaps  I  should  say,  suffer  from.  It  would 
be  my  Judgment,  based  on  experience,  that,  if  the  freight  rates 
are  reduced,  the  movement  of  grain  will  be  stimulated,  result- 
ing in  increasing  the  present  available  supply,  and  if  this  should 
occur  the  prices  would  naturally  continue  on  a  downward  trend, 
and  in  that  event  the  producer  would  reap  little,  if  any,  benefit, 
while  the  transportation  act,  In  so  far  as  the  revenues  of  the 
carriers  are  concerned,  would  be  nullified  to  the  extent  that  rates 
might  be  reduced. 

"It  is  perhaps  true,  based  on  the  present  market  prices  for 
grain,  particularly  coarse  grains,  that  in  the  judgment  of  pro- 
ducers the  present  freight  rates  constitute  a  greater  cost  than 
the  value  of  the  service  to  the  shipper,  but  it  does  not  neces- 
sarily follow  that  the  present  rates  are  not  reasonable  from  a 
transportation  standpoint.  There  was  little,  if  any,  complaint 
prior  to  Ex  Parte  74,  of  the  general  level  of  rates  on  grain,  as 
compared  with  the  rates  on  other  commodities.  In  fact,  practi- 
cally all  the  basic  rates  on  grain  had  been  reviewed  by  the 
Interstate  Commerce  Commission  and,  as  under  Ex  Parte  74 
practically  all  rates  were  subjected  to  a  horizontal  advance. 
The  relationship  with  other  traffic  continue  to  be  substantially 
the  same  today  as  it  was  prior  to  the  general  advance  referred 
to.  When  prices  are  high  transportation  rates  are  considered 
an  incidental  expense.  When  prices  go  down  the  same  rates 
are  charged  with  throttling  industry. 

"As  I  have  stated,  however,  based  on  present  prices,  the 
present  rates,  particularly  for  the  longer  hauls,  may  represent 
what  might  appear  to  be  too  large  a  percentage  of  the  value  of 
the  property,  but  that  the  producer  would  benefit  by  an  attempt 
to  reduce  this  percentage  by  reducing  the  freight  rate  is  purely 
speculative;  that  the  carriers  would  suffer  an  actual  loss  to  the 
extent  of  the  reduction  is  positive.  The  carriers  appreciate  that 
the  agricultural  industry  is  not  prosperous  today.  We  also  ap- 
preciate that  the  transportation  industry  is  not  prosperous. 
What  manufacturing  or  producing  industry  is  prosperous  today? 
We  have  all  been  going  through,  and  are  still  going  through,  a 
readjustment  period  and  I  think  it  cannot  be  fairly  stated  that 
the  carriers  have  not  assumed  their  proportion  of  the  burden 
and  of  the  anxiety.  It  must  be  remembered  that  the  carriers 
have  not  received  within  50  per  cent  of  the  returns  that  the 
federal  statute,  now  a  year  and  a  half  old,  proposed  that  they 
should  receive. 

"An  inquiry  was  made  yesterday  by  one  of  the  Commission- 
ers if  it  was  not  a  fact  that  the  carriers  were  handling  some 
traffic  at  less  than  cost  and  also  if  it  was  not  a  fact  that  there 
were  some  hundreds  of  commodity  rates  that  could  properly  be 
advanced  to  offset  the  loss  of  revenue  that  would  result  if  the 
rates  on  grain  were  reduced?  I  know  of  no  traffic  that  we  are 
handling  today  at  less  than  what  I  would  term  the  actual  phys- 
ical cost,  but  there  undoubtedly  are  a  number  of  rates  that  do 
not,  from  a  mathematical  standpoint,  contribute  their  proportion 
to  the  total  earnings.  As  to  a  number  of  these,  to  advance  to 
such  a  proportionate  basis  would  mean  to  stifle  or  at  least  to 
restrict  the  movement,  and  every  dollar  earned  on  this  class 
of  traffic,  over  and  above  the  physical  cost  of  handling,  helps 
to  make  lower  rates  on  other  traffic  possible.  As  to  advances 
of  certain  commodity  and  other  rates,  it  is  true  that  we  have 
quite  a  few  intrastate  rates  that  are-,  in  our  judgment,  still  below 
the  proper  proportionate  level;  also  that  there  are  some  inter- 
state commodity  rates  that  we  consider  might  properly  be 
advanced.  While  if  these  rates,  or  some  of  them,  could  be 
advanced,  and  the  intrastate  rates  we  have  in  mind  could  be 
advanced,  considerable  additional  revenues  would  result  to  the 
carriers,  I  do  not  believe  the  amount  would  be  commensurate 
with  even  a  slight  reduction  in  the  total  rates  on  grain  and  hay. 

"The  total  earnings  of  lines  in  the  Western  District,  for 
the  year  1920,  on  grain  and  grain  products,  amounted  to  $231,- 
088,045,  and  on  hay  $23,874,660,  or  a  total  of  $254,962,705.  As 
already  covered  by  the  evidence  that  has  been  introduced  in  this 
case,  if  the  petition  of  the  complainant  were  granted  the  reduc- 
tion of  revenues  to  the  carriers,  it  is  estimated,  would  amount 
to  $63,740,676,  or  a  reduction  of  approximately  25  per  cent.  If 
the  rates  were  reduced  10  per  cent,  the  reduction  would  amount 
to  $25,496,270. 

"I  think  we  are  all  agreed  that  no  advances  are  possible  on 
the  commodities  that  constitute  the  big  bulk  of  the  tonnage  han- 
dled, such  as  agricultural  products,  live  stock  and  its  products, 
mine  products,  forest  products,  building  material,  agricultural 
implements,  iron  and  steel  articles,  oil,  etc.  During  the  year 
1920  the  total  tonnage  handled  by  lines  in  the  Western  District 
amounted  to  662,385,942  tons  of  revenue  freight,  of  which  prod- 
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ucts  of  agriculture  contributed  16.64  per  cent,  animals  and  prod- 
ucts thereof  3.4  per  cent,  products  of  mines  42.77  per  cent, 
products  of  forests  13.29  per  cent.  These  four  groups  repre- 
senting 76.1  per  cent  of  the  total  tonnage.  Manufacturers  and 
miscellaneous  articles  contributed  19.97  per  cent.  Out  of  this 
19.97  per  cent  oil,  sugar,  molasses,  iron  and  steel  articles,  build- 
ing material,  agricultural  implements  and  canned  fruit  products 
represented  12.39  per  cent.  The  remaining  7.58  per  cent  of  the 
total  manufacturers  and  miscellaneous  representing  only  a  total 
of  50,079,980  tons,  less  carload  merchandise  contributing  but 
3.93  per  cent. 

"While,  as  stated,  the  net  revenues  of  the  carriers  have 
fallen  far  below  that  contemplated  by  the  transportation  act, 
we  have  not  applied  to  the  Commission  for  any  further  advance 
in  rates,  nor  has  the  Commission  itself  initiated  such  a  pro- 
ceeding. The  present  economic  conditions  in  this  country,  with 
the  consequential  public  sentiment,  would  render  such  a  course 
most  undesirable  and  impolitic. 

"The  carriers  are  not  anxious  for  higher  rates,  they  would 
much  prefer  to  reduce  the  present  figures.  We  have  been  living, 
and  are  still  living,  in  the  hope  that  the  volume  of  tonnage  will 
increase,  and  there  now  appears  to  be  a  silver  lining  to  the 
cloud,  but  until  such  time  as  there  is  a  marked  increase  in  ton- 
nage or  the  margin  between  operating  revenues  and  operating 
expenses  is  broadened,  my  opinion  is  that  carriers  should  not 
be  asked  to  reduce  their  income. 

"In  this  connection,  it  should  be  remembered  that  the  prices 
we  receive  for  our  transportation  services  are  largely  within 
the  control  of  a  federal  commission,  and  the  prices  we  pay, 
the  largest  item  of  our  operating  expenses,  are  also  controlled 
by  federal  tribunal.  In  the  event  the  Commission  should  decide 
that  the  agricultural  industry  is  in  greater  distress  than  the 
transportation  industry,  and  that  the  already  depleted  treas- 
ury of  the  carriers  should  be  further  called  upon  to  relieve  the 
agricultural  industry,  and  in  consequence  the  Commission  should 
order,  or  suggest,  a  reduction  in  current  rates,  I  trust  the  Com- 
mission will  find  it  possible  to  confine  the  reduction  to  the 
longer  hauls  where  the  freight  rates  represent  a  substantial 
proportion  of  the  value  of  the  property,  and  in  that  event  the 
Commission  may  also  find  it  possible  to  direct  or  suggest  an 
expiration  date  for  the  tariffs." 

At  the  afternoon  session  of  August  28  E.  W.  Soergel,  of 
Chicago,  assistant  general  freight  agent  of  the  Chicago,  Mil- 
waukee and  St.  Paul,  testified  that  that  road  during  the  first 
six  months  of  1921  had  an  operating  deficit  of  $2,815,000.  If  a 
25  per  cent  reduction  in  rates  were  made  as  asked  for  by  the 
western  states  he  estimated  that  the  Chicago,  Milwaukee  and 
St.  Paul  would  lose  $4,775,000  revenue  annually. 

Reductions  were  opposed  by  Henry  Blakeley,  of  St.  Paul, 
traffic  manager  of  the  Northern  Pacific  Railway  Company,  who 
estimated  that  the  restoration  of  the  rates  on  grain  and  grain 
products  in  effect  prior  to  the  general  increase  granted  one 
year  ago  would  reduce  the  revenues  of  that  road,  approximately 
three  million  dollars.  During  the  first  six  months  this  year,  he 
testified  that  the  Northern  Pacific  had  an  operating  deficit  of 
$1,835,000. 

Farmers  in  the  territory  of  the  Northern  Pacific,  according 
to  J.  G.  Woodworth,  vice-president  of  that  carrier,  are  in  better 
condition  than  men  in  any  other  industry.  Wheat  is  selling  for 
fifty  cents  a  bushel  more  than  it  was  in  1914,  which  is  more 
than  enough  to  cover  the  added  freight  rate  and  the  added  cost 
of  production.  Mr.  Woodworth  took  the  stand,  along  with  other 
vice-presidents  in  charge  of  traffic,  to  show  that  the  general 
economic  condition,  especially  the  decrease  in  the  demand, 
more  than  the  increase  in  the  freight  rates,  is  responsible  for 
the  distress  in  which  the  farmers  find  themselves.  He  said  no 
reduction  in  the  freight  rates  would  increase  the  demand.  The 
country,  he  said,  is  eating  less  meat,  which  accounts,  in  a  large 
measure,  for  the  low  price  of  corn.  Crops  have  been  large  with 
no  one  to  use  up  the  accmululated  surplus  because  Europe  can- 
not buy. 

Edward  Chambers,  vice-president  of  the  Santa  Fe,  and 
former  traffic  director  of  the  Railroad  Administration,  gave  a 
similar  explanation  as  to  why  the  price  of  grain  is  so  low.  An- 
swering questions  by  Commissioners  Potter  and  Lewis,  he  ex- 
plained why  General  Order  No.  28,  which  made  the  first  general 
percentage  increase,  was  put  out  in  the  form  it  was.  He  said 
the  Director-General  found  himself  running  behind  to  such  an 
extent  that  something  had  to  be  done  to  obtain  money.  A 
general  increase  was  the  quickest  way  to  obtain  the  money  to 
cover  the  increased  expenses. 

"Can  you  suggest  some  way  in  which  the  Commission  can 
reform  Ex  Parte  No.  74  so  as  to  remove  the  discriminations  and 
other  objections  that  have  been  urged  as  haying  been  caused 
by  it?"  asked  Commissioner  Potter. 

"I  cannot,"  said  the  man  who  has  had  a  greater  control  over 
rates  than  any  other  man  in  or  out  of  the  railroad  business. 
The  question  about  reforming  Ex  Parte  No.  74  was  considered 
as  of  more  than  ordinary  significance  because  much  of  the  com- 
plaint in  this  case  has  been  founded  on  allegations  of  discrimina- 
tion or  disadvantage  caused  by  General  Order  No.  28  and  Ex 


Parte  No.  74.  The  latter  case  continued  whatever  hardships 
were  caused  by  General  Order  No.  28.  Some  suggestions  have 
been  made  by  shipners  and  railroads  that  perhaps  the  best  way 
for  the  Commission  to  deal  with  the  general  complaints  of  the 
grain  men,  the  hardwood  lumbermen  and  even  the  disposed  of 
complaint  of  the  live  stock  men,  would  be  to  reopen  Ex  Parte  74. 
The  complaints  against  the  present  adjustment  are  becoming 
so  general  that  practically  every  adjustment  covered  by  Ex  Parte 
No.  74  is  involved.  A  reopening  of  that  case  would  enable  the 
Commission  to  go  into  the  question  of  railroad  expenses,  which 
have  not  been  treated  to  any  extent  in  this  case,  other  than 
the  declaration  of  all  the  railroad  witnesses  that  any  reduction 
in  the  rates  on  grain  would  result  in  reductions  in  the  revenue 
of  the  carriers,  because  the'  volume  of  the  grain  movement  is 
greater  now  than  it  was  a  year  ago. 

Commissioner  Potter,  after  F.  W.  Peck,  a  witness  for  the 
petitioners,  had  made  estimates  as  to  the  small  earnings  pei 
hour  of  farmers  at  the  present  prices  of  grain,  caused  Mr.  M.  O. 
Lorenz  to  analyze  the  statistics  presented  by  Mr.  Peck.  Mr. 
Lorenz  is  the  statistician  for  the  Commission.  In  a  summary 
of  his  studies,  prepared  for  Commissioner  Potter,  Mr.  Lorenz 
said: 

I  have  read  the  testimony  of  Mr.  F.  W.  Peck  and  have  examined 
his  exhibits,  and  in  response  to  your  question  as  to  the  effect  upon 
the  Minnesota  farmer's  costs  of  producing  grain  if  he  were  allowed  the 
same  earning  per  hour  for  labor  as  is  paid  to  railroad  employes,  I 
would  submit  the  following  results: 

According  to  our  latest  wage  statistics,  the  average  earning  per 
hour  of  all  classes  of  railroad  employes  in  the  first  half  of  this  year 
was  69.9  cents.  Deducting  12  per  cent  on  account  of  the  recent  reduc- 
tions authorized  by  the  Labor  Board,  the  present  earning  per  hour 
may  be  taken  at  61.5  cents. 

According  to  Mr.  Peck's  exhibit,  it  took  one  hour  of  man  labor  to 
produce  a  bushel  of  wheat.  The  rate  paid  was  25  cents  per  hour.  To 
have  paid  61.5  cents  per  hour  would  have  increased  the  cost  per  bushel 
36.5  cents.  The  average  freight  rate  paid  by  Minnesota  farmers  to 
the  primary  markets  is  not  available,  but  it  may  be  estimated  as  fol- 
lows: 

A  study  for  April,  1920,  indicated  that  6,734  carloads  of  wheat 
destined  to  Minnesota  paid  $3.30  per  ton.  Increasing  this  35  per  cent, 
the  present  average  freight  charge  is  $4.455  per  ton,  or  22.27  cents  per 
100  Ibs.,  or  13.36  cents  a  bushel.  To  enable  the  farmer  to  pay  to  his 
labor  in  producing  wheat  the  average  railroad  worker's  earning  per 
hour  by  a  reduction  in  freight  rates  would  require  a  canceling  of  the 
entire  freight  charge  and  in  addition  a  bounty  from  the  railroad  com- 
pany to  the  farmer  of  23.14  cents  a  bushel.  If  time  and  a  half  for  over- 
time were  allowed  to  the  farmer,  the  bounty  would  have  to  be  in- 
creased. 

In  the  case  of  corn,  26  hours  are  required  to  produce  40  bushels, 
or  .65  of  an  hour  per  bushel.  To  pay  the  average  railroad  wage  would 
thus  require  .65  or  36.5  additional,  or  23.72  cents  per  bushel.  The 
average  freight  rate  on  corn  computed  from  the  same  source  as  above 
is  18.22  cents  per  100  Ibs.,  or  10.93  cents  per  bushel.  In  this  case  the 
bounty  would  be  12.79  cents  per  bushel. 

In  rebuttal  of  the  testimony  of  the  carriers  tending  to 
show  their  poor  financial  condition,  the  bad  order  of  their  equip- 
ment requiring  the  expenditure  of  hundreds  of  millions  to  bring 
them  up  to  the  standard,  the  state  commission  and  the  farm 
organizations  put  into  the  grain  rate  case,  September  1,  figures 
along  the  line  that  Clifford  Thome  has  used  in  many  other 
general  rate  cases.  In  a  general  way  the  figures,  which  were 
read  into  the  record  by  Chairman  Reed,  of  the  Kansas  commis- 
sion, purported  to  show  that  nineteen  railroads  in  the  western 
district,  all  of  which  had  said  they  could  not  stand  any  reduc- 
tion in  revenues,  increased  their  surplus  1920  over  1919  by 
$200,000,000,  including  an  increase  of  operating  reserves  of 
$45,000,000. 

The  nineteen  roads  in  question  control  68  per  cent  of  the 
mileage  in  the  western  district.  The  increase  in  the  corporate 
surplus  amounted  to  $112,000,000,  in  round  numbers,  of  which 
the  increase  on  the  Santa  Fe  was  $19,059,386. 

"What  is  the  corporate  surplus?"  asked  Commissioner  Pot- 
ter, who,  having  been  president  of  a  railroad  himself,  might  be 
expected  to  know.  "Is  it  cash  or  is  it  rails  and  ties?"  Mr. 
Reed  said  he  was  not  sure  whether  it  was  cash  and  rails  and 
ties  or  just  exactly  what  the  corporate  surplus  of  a  railroad 
might  be.  Mr.  Thome  said  that  the  railroads  at  the  end  of  1920 
had  about  $200,000,000  of  cash  and  marketable  securities. 

A  long  wrangle  took  place  when  Mr.  Thome  asked  the  wit- 
ness the  total  of  claims  filed  by  railroads  against  the  govern- 
ment. Commissioner  Lewis  first  said  that  he  did  not  see  the 
pertinency  of  the  question  but  Thome  said  the  answer  went  to 
the  condition  of  the  railroads  which  had  told  the  Commission 
they  simply  could  not  stand  any  reduction  in  their  revenues. 
He  said  he  thought  the  petitioners  should  be  permitted  to  make 
as  complete  a  showing  of  their  financial  condition  as  possible. 
The  figures  were  finally  admitted. 

According  to  the  Reed  compilation  the  roads  in  the  western 
district  filed  claims  under  section  209,  the  guaranty  section, 
amounting  to  $272,111,754.  The  Commission,  up  to  August  1  or 
August  31,  the  witness  could  not  say  which,  although  the  typed 
memorandum  said  August  31,  issued  certificates  amounting  to 
$135,999,693. 

The  claims  for  all  the  railroads  in  the  United  States  under 
section  209,  Mr.  Reed  said,  amount  to  $823,247,531,  of  which 
$426,277,763  was  certified  for  payment  up  to  August  1,  or  August 
31,  depending  upon  which  date  was  really  intended  by  the  finance 
division  of  the  Commission  when  it  prepared  the  memorandum 
from  which  the  witness  was  reading.  The  total  amount  of 
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claims  allowed,  but  not  all  certified,  is  $595,936,898,  which  figure 
includes  the  $135,999,692,  he  said 

The  total  of  claims  filed  for  compensation  and  under-main- 
tenanre  for  the  federal  control  period,  not  of  course  Including 
the  claims  under  section  209,  Mr.  Reed  said,  la  $785,966,673. 
Claims  settled  under  that  head,  up  to  August  1,  Mr.  Reed  said, 
amounted  to  $237,922,b08  and  the  cash  payments  in  final  settle- 
ment thereof  amounted  to  $74,233,334. 

Claims,  the  witness  said,  were  settled  on  an  average  of  31.2 
per  cent  of  the  amount  of  the  claims. 

The  point  Intended  to  be  made  by  the  use  of  this  mass  of 
figures  was  that  when  the  books  for  1920  are  finally  posted  up 
the  railroads  will  make  a  much  better  showing  than  indicated 
by  the  figures  put  into  the  record  by  the  carriers.  The  point 
with  regard  to  the  increase  In  operating  reserves  of  $45,000,000 
was  that  that  last  year  was  much  greater  than  in  any  other  year 
and  was  greater  than  it  should  be  because  the  railroads,  when 
they  do  spend  money  to  bring  up  their  maintenance  to  the 
standard,  will  not  have  to  pay  as  much  for  materials  as  they 
would  have  paid  had  they  actually  spent  money  in  1920. 

The  railroads  closed  their  direct  testimony  at  the  afternoon 
session  of  August  31  with  the  testimony  of  A.  C.  Johnson,  vice 
president  of  the  Chicago  &  North  Western,  who  is  such  a  farmer 
that  he  feels  it  necessary  to  subscribe  for  and  read  32  farm 
papers. 

Mr.  Johnson  said  the  existing  rates  were  not  responsible 
for  the  condition  of  the  farmer.  The  inability  of  the  world  to 
absorb  the  big  crops  caused  the  reduction  in  prices.  No  reduc- 
tion in  rates,  he  said,  would  materially  benefit  the  tenant  farmer. 
His  troubles,  Mr.  Johnson  said,  came  principally  from  the  high 
rents  demanded  by  the  landlords  and  which  the  tenants  willingly 
agreed  to  pay  while  prices  for  farm  products  were  high. 


EXPORT   GRAIN    RATES 

The    Traffic    World    Washington   Bureau 

New  factors  of  disturbance  were  thrown  into  the  export  grain 
rate  situation  August  30,  when  the  Illinois  Central  asked  the 
Commission  to  allow  it  to  make  a  reduction  of  6.5  cents  per  100 
pounds,  on  short  notice,  on  grain  from  Illinois  points  for  ex- 
port through  New  Orleans  and  related  ports,  and  Kelly,  for  the 
Central  Freight  Association  lines,  asked  permission  to  make  a 
4.5  cents  reduction  in  domestic  rates. 

To  meet  the  move  by  the  western  lines  serving  Gulf  ports, 
Speiden  for  the  southern  district  lines,  August  29,  asked  per- 
mission to  make  a  5.5  cent  reduction  from  Ohio  River  crossings 
to  the  southern  ports.  His  application  asked  for  the  permission 
if  and  when  permission  to  make  a  similar  reduction  was  granted 
to  the  western  lines.  In  other  words,  the  lines  from  the  Ohio 
River  south  took  the  position  that  they  would  reduce  rates  only 
if  forced  by  competitors  west  of  the  Mississippi. 

The  Illinois  Central's  application  to  make  a  6.5  cent  reduc- 
tion from  Illinois  points  was  based  on  the  assumption  that  that 
amount  would  place  it  on  an  equality  with  the  eastern  lines  that 
obtained  permission  to  reduce  rates  7.5  cents  from  Chicago  and 
Mississippi  River  crossings  and  with  the  western  lines  that  had 
applied  for  permission  to  make  a  5.5  cent  reduction. 

Almost  coincidentally  with  the  applications  of  Kelly  and 
the  Illinois  Central,  protests  were  filed  against  any  reductions  to 
the  Gulf  ports  by  Chicago  and  other  grain  interests  in  the  eastern 
district.  They  based  their  objection  on  what  they  said  was  the 
fact  that  the  relationship  that  had  existed  for  years  between 
rates  from  Kansas  City  to  the  Gulf  ports  and  from  Kansas  City 
to  Atlantic  ports  was  broken  by  the  percentage  increases  under 
General  Order  Xo.  28  and  Ex  Parte  No.  74. 

The  protestants  argued  that  they  had  been  under  a  disad- 
vantage for  more  than  three  years  and  that  it  was  incumbent  on 
the  Commission  to  require  the  western  and  southern  railroads  to 
allow  reductions  to  the  Atlantic  ports  that  would  tend  to  re- 
store the  old  conditions  as  near  as  possible.  They  contended 
that  the  7.5  cent  reduction  would  not  restore  the  old  condition 
wholly,  but  that  it  was  a  step  in  the  right  direction  and  that 
the  Commission  should  not  permit  the  Gulf  lines  to  neutralize  the 
proposed  adjustment  by  making  any  reductions  to  the  Gulf  ports. 
They  pointed  to  the  enormous  increase  in  the  grain  exports 
via  the  Gulf  ports  since  1917  as  the  best  evidence  to  show  that 
the  adjustment  caused  by  the  percentage  increases  was  fully  as 
bad  as  they  represented.  Their  assumption  was  that  the  pre- 
war adjustment  was  the  proper  one. 

Traffic  executives  of  eastern  lines  took  advantage  of  the 
fact  that  traffic  executives  of  the  western  lines  were  in  Wash- 
ington August  30  attending  the  hearing  in  the  grain  inquiry,  to 
make  a  final  effort  to  persuade  the  western  and  southern  lines 
to  withdraw  their  applications.  The  western  and  southern  men 
met  the  arguments  of  their  eastern  colleagues  with  the  asser- 
tion that  the  Canadian  lines  had  not,  as  asserted  by  the  eastern 
lines,  upset  the  grain  rate  structure  by  making  "under  the 
counter"  rates  when  a  shipper  was  ready  to  forward  a  large 
consignment  via  the  all-water  or  Georgian  bay  routes.  They 
made  the  assertion  in  argument  to  employes  of  the  Commis- 
sion that  the  Canadian  lines  had  not  made  any  reductions  or  even 
proposed  cuts  until  after  the  eastern  lines  had  reduced  ex-lake 


rates  on  wheat  five  cents  per  100  pounds.    That  five-cent  reduc- 
tion was  the  first  American  step  In  the  situation  which,  August 

30,  looked  bilious  to  traffic  men  who  believed  that  any  reduction 
in  rates  on  grain  and  grain  products  would  be  merely  a  reduc- 
tion in  revenue. 

On  August  30  the  thought  at  the  Commission  was  that  the 
5.5  cent  reduction  from  Kansas  City  would  be  allowed  as  a  nat- 
ter of  course,  because  it  would  be  a  step  by  the  Gulf  port  lines 
to  "split  the  difference"  with  the  eastern  lines,  in  the  effort  of 
the  latter  to  recapture  some  of  the  business  they  had  had  In  pre- 
war days.  But  when  the  Illinois  Central  came  along  with  Its 
application  for  a  6.5  cent  reduction,  and  Kelly  asked  to  be 
allowed  to  make  a  reduction  of  4.5  cents,  those  who  were  han- 
dling the  routine  of  the  applications  wondered  what  the  Com- 
mision  would  do,  especially  In  view  of  the  fact  that  the  White 
House  was  in  favor  of  reductions  and  the  fact  that  the  Com- 
mission, thus  far,  had  set  its  face  against  moves  to  break  up  the 
readjustment  in  rates  made  under  Ex  Parte  No.  74,  August  26, 
1920. 

Gulf  line  traffic  men  were  taken  by  surprise  when  the  Illi- 
nois Central  filed  its  application  to  make  a  6.5  cent  reduction, 
because  it  was  a  party  to  the  application  filed  by  Boyd  for  author- 
ity to  make  a  5.5  cent  reduction. 

None  of  the  western  men  manifested  any  interest  in  Kelly's 
application  to  reduce  the  domestic  rate  4.5  cents.  That  reduc- 
tion, so  far  as  they  could  see,  would  not  have  any  effect  on  com- 
petition between  ports. 

All  efforts  on  the  pai  t  of  eastern  railroads  and  grain  men 
at  Kansas  City,  Peoria  and  Chicago  to  prevent  the  reduction 
of  rates  to  Gulf  ports  on  export  grain  came  to  naught  August 

31.  Those  who  had  been  conducting  the  negotiations  reported 
to  the  Commission  late  in  the  afternoon  of  that  day  that  the 
negotiations    had    failed.    Thereupon    the    Commission    granted 
the  applications  of  Boyd  for  the  western  lines  and  Speiden  for 
the    southeastern    lines    for    short-time    permission    to    make    a 
maximum  reduction  of  5.5  cents  from  the  Ohio  River  crossings, 
Missouri  River  and   Mississippi   River  points,  and   intermediate 
territories,  and  reductions  from  west  of  the  Missouri  River  to 
the  Gulf  ports,  graded  down  from  5.5  cents  to  one  cent. 

At  the  same  time  the  application  of  the  Illinois  Central  to 
make  a  6.5-cent  reduction  from  Illinois  points  was  granted,  with 
a  proviso  that  no  reduction  in  excess  of  5.5  cents  be  made. 

All  tariffs  carrying  the  reduced  rates  are  to  expire  by  limita- 
tion on  December  31.  As  a  rule,  a  limitation  of  that  kind  does 
not  mean  much  and  it  is  not  regarded  as  signifying  anything 
in  these  tariffs.  The  thought  is  that  the  lower  rates  will  be 
continued  indefinitely,  if  they  are  not  made  still  lower. 

The  grain  interests  of  Kansas  City  opposed  the  reduction 
from  that  territory  because  the  lower  rates  from  that  territory 
will  send  a  considerable  quantity  of  grain  past  Kansas  City 
instead  of  through  it.  There  is  no  profit  in  grain  of  that  kind 
for  them.  Their  profits  come  from  grain  moving  to  eastern 
ports.  The  same  is  true  with  regard  to  grain  interests  at 
Peoria  and  Chicago.  They,  therefore,  opposed  reductions  to 
the  Gulf  ports  because  they  desired  the  restoration  of  the  rela- 
tionship, between  ports,  that  existed  before  the  increased 
spreads  caused  by  the  percentage  advances  caused  the  flow  of 
grain  to  the  Gulf  ports  to  be  largely  increased,  with  a  propor- 
tionate decrease  to  the  eastern  ports. 

The  Commission,  through  Director  Hardie,  in  announcing 
the  grant  of  short-time  permission,  said: 

Having  received  from  interested  carriers  applications  for  author- 
ity under  the  sixth  section  of  the  Interstate  Commerce  Act  to  publish 
reduced  rates  on  grain  and  grain  products  for  export  on  less  t 
the  usual  statutory  notice  of  30  days,  the  Commission  today  granted 
authority  for  a  reduction  of  5%c  per  100  pounds  upon  5  days  notice 
from  Missouri  River  and  Mississippi  River  points:  also  certain  terri- 
tory between  the  two  rivers  and  in  Illinois  to  gulf  ports.  Mobile  to 
Galveston  inclusive,  as  covered  by  the  pending  applications. 

Authority  was  also  granted  to  publish  on  5  days'  notice  reductions 
ranging  from  Ic  to  5%c  per  100  pounds  from  the  territory  lying  west  of 
the  Missouri  River  in  Nebraska,  Kansas,  Colorado  and  Oklahoma  to 

gulf  ports. 

Numerous  protests  were  received  by  the  Commission  against  the 
granting  on  short  notice  permission  to  make  these  reductions,  but 
after  considering  all  of  the  facts  and  arguments  presented  in  favor  of 
and  in  opposition  to  the  applications  the  Commission  thought  it  best 
to  grant  the  authority  above  outlined.  The  reduced  rates  are  to  apply 
during  the  remainder  of  the  calendar  year  1921,  and  effective  Jan.  1. 
1922,  the  former  rates  will  again  become  effective  unless  other  adjust- 
ments are  made.  The  granting  of  the  short  notice  authority  does  not 
constitute  approval  of  the  relative  adjustment  of  rates  either  as 
between  the  gulf  ports  on  the  one  hand  and  Atlantic  ports  on  the 
other,  as  to  which  there  is  much  controversy,  or  with  respect  to  the 
relative  rates  from  interior  western  points  as  compared  with  Missouri 
River  points. 

SHIPPING    BOARD    REJECTS    BIDS 

The  Shipping  Board  has  rejected  all  bids  submitted  August 
15  on  twelve  former  German  vessels  but  announcement  was  made 
that  negotiations  will  be  entered  into  with  the  bidders  in  an 
effort  to  sell  the  ships  for  cash  on  the  basis  of  "where  is  and 
as  Is."  The  board  also  decided  a  minimum  value  should  be 
placed  on  each  of  the  vessels  and  directed  that  that  be  done. 
The  rejected  bids  provided  for  payments  spread  over  a  period 
of  years. 
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EXPORT  IRON  AND  STEEL  RATES 


The  Traffic  World  Washington  Bureau 
With  a  view  to  putting  the  iron  and  steel  industry  of  the 
country  in  a  position  to  compete  for  business  in  foreign  markets, 
the  Commission,  August  25,  authorized  the  railroads  east  of  the 
Mississippi  River  to  re-establish  export  rates  on  iron  and  steel, 
on  five  days'  notice,  something  more  than  twenty  per  cent  less 
than  the  rates  now  in  effect  (see  Traffic  World,  Aug.  27).  Ap- 
plications for  authority  to  re-establish  export  rates  lower  than 
the  domestic  rates  were  filed  for  the  Central  Freight  Association 
lines  by  Kelly.  The  eastern  lines  filed,  each  for  itself.  The 
applications  were  received  and  acted  on  the  same  day. 

The  railroads  acted  on  the  representations  made  to  them 
by  the  iron  and  steel  industry  about  August  12.  They  repeated 
to  the  Commission  the  arguments  made  to  them  by  the  iron 
and  steel  industry,  chief  of  which  was  that  the  industry  is  faced 
now  by  the  conditions  that  confronted  it  in  ante-bellum  days; 
that  is  to  say,  the  Europeaan  nations  that  were  devoting  all 
their  energies  to  the  making  of  war  have  taken  up  their  peace- 
time efforts  in  commercial  lines  and  Americans,  to  meet  them 
in  the  common  foreign  markets,  must  have  the  benefit  of  rates 
to  the  ports  lower  than  those  given  on  domestic  business. 

At  the  time  of  the  conference  in  New  York  the  railroad 
traffic  executives  said  that,  in  their  opinion,  iron  and  steel  were 
not  being  held  up  by  the  freight  rates  to  the  ports,  but  rather 
by  the  inability  of  foreign  purchasers  to  finance  orders  they 
might  be  inclined  to  give  to  American  iron  and  steel  mills. 
The  traffic  men,  however,  were  inclined  to  try  the  experiment 
of  restoring  export  rates  from  twenty  to  twenty-five  per  cent 
less  than  the  domestic  rates,  which  now,  almost  without  excep- 
tion, are  the  full  fifth  class  basis. 

Under  the  tariffs  which  will  be  made  effective  by  Kelly, 
under  special  permission  No.  54463,  the  rate  on  manufactured 
iron  and  steel  from  Chicago  to  New  York  will  be  47.5  cents  in- 
stead of  63  Under  special  permission  No.  54464,  the  rate  from 
Pittsburgh  to  New  York  will  be  28.5  cents.  The  present  rate 
applicable  on  both  export  and  domestic  is  38  cents.  The  pig- 
iron  rate  from  Chicago,  now  $10.08,  will  become  $7.60;  from 
Pittsburgh  $4.60  instead  of  $6.02. 

Export  rates  on  iron  and  steel  were  abolished  before  the 
United  States  entered  the  war  because  Europe  was  clamoring 
so  persistently  for  iron  and  steel  from  American  mills  that  there 
was  no  commercial  necessity  for  the  railroads  making  any  con- 
cession to  the  sellers.  The  latter  were  without  competition 
anywhere.  All  iron  and  steel  was  under  control  of  the  govern- 
ments at  war  and  the  neutrals  got  only  such  as  the  warring 
nations  had  to  give  up  in  exchange  for  foodstuffs. 

The  disappearance  of  that  control  and  the  fact  that  the  na- 
tions that  were  at  war  have  devoted  the  output  of  their  steel 
mills  to  purposes  other  than  war,  constituted  the  chief  reasons 
for  the  restoration  of  export  rates. 

These  tariffs,  by  their  terms,  will  expire  September  1,  1922. 
The  tariff  filing  agents  made  their  preparations  for  the  restora- 
tion of  export  rates  with  a  view  to  having  them  become  effective 
September  1,  1921,  so  that  the  export  rates,  when  filed,  will 
intended   to   apply  for   one  year   at   least.    The   chances,  I 
believed,  are  that  instead  of  being  held  in  for  only  a  year    they 
will  remain  indefinitely  and  tend  to  go  lower  instead  of  higher. 


ANALYSIS  OF  OCEAN  FREIGHT  RATES 

Tht   Traffic   World    Washington  Bureau 

Analysis  of  the  North  Atlantic  ocean  freight  rate  situation 
from  January,  1920,  to  July  1,  1921,  prepared  under  the  direction 
of  H  W  Van  Pelt  of  the  division  of  analysis  and  research,  was 
published  in  the  August  number  of  the  Federal  Reserve  Bulletin, 
made  public  by  the  Federal  Reserve  Board,  August  29.  The 
analysis  was  undertaken  to  obtain  a  basis  for  keeping  the  est 
mates  of  the  shipping  earnings  of  the  United  States  up  to  date 
and  to  give  a  review  of  the  ocean  freight  market,  and  at  the  same 
time  of  the  condition  of  the  shipping  industry,  which,  as  a  fac- 
tor in  developing  American  foreign  trade,  must  play  a  much 
larger  part  than  before  the  war,  according  to  the  bulletin. 

"It  Is  an  indication  of  the  status  of  the  shipping  industry," 
it  was  stated  in  connection  with  the  publication  of  a  table  giving 
index  numbers  of  ocean  freight  rates,  "that  the  index  probably 
will  have  its  widest  interest  apart  from  the  primary  object  of 
the  board  in  publishing  it.  As  such  a  barometer  this  index  i! 
alone  in  the  field— nothing  of  the  kind  being  published  in  the 
United  States,  so  far  at  least  as  has  come  to  the  attention  of 
the  Federal  Reserve  Board." 

The  rates  in  effect  in  January,  1920,  which  was  before  any 
large  drop  from  the  rates  of  1919  had  occurred,  were  used  as 
base  with  which  to  compare  the  average  monthly  rates  of  1 
and  1921  to  date  in  the  index. 

The  table  referred   to,   and   comment  of  the  board   thereon 
follows : 

"The  table  giving  the  five  European  index  series,  together 
with  the  all-Europe  index,  follows: 


lediter- 

All 

ranean. 

Europe. 

100.0 

100.0 

91.1 

90.3 

79.1 

83.4 

72.2 

83.6 

75.2 

87.5 

76.5 

90.0 

75.3 

86.3 

73.2 

78.5 

71.6 

76.9 

69.6 

76.4 

59.2 

63.8 

49.2 

53.6 

43.2 

43.3 

43.8 

38.5 

42.2 

35.9 

36.7 

39.0 

34.6 

40.1 

34.0 

37.C 

INDEX  NUMBERS  OF  OCEAN  FREIGHT  RATES. 

United  States  Atlantic  to — 
Netherlands 

United     French            and  Scandi- 

Month.              Kingdom.  Atlantic.  Belgium.  navia. 

1920 

January                      .   100.0           100.0           100.0  100.0 

February    .            ...     96.5             86.9             83.3  90.1 

March    .                      ,      91.2             7S..r>             78.0  84.  (i 

April     90.2             87.2             78.9  82.7 

May 96.2             85.9            87.3  82.5 

June     .                  101.2             87.1             89.5  82.1 

July    .                    ....     96.0             85.6             82.1  82.0 

August    85.7  70.4 

September    86.7  73.7  66.9 

October    84.9             G8.9             70.9  75.3 

November    77.8             51.6             59.9  59.6 

December     72.3             38.5             47.0  51.6 

1921 

January 60.7             30.2             34.1  42.9 

February     .               .     54.7             27.7             29.2  30.9 

March 49.3             24.6             28.3  30.8 

April     .r>ii.l             32.6             36.6  29.4 

May    .                          .     50.6             35.0             38.2  31.3 

June     42.7             34.7             38.3  31.3 

"These  figures  show  that,  while  freight  rates  all  around  have 
been  reduced  enormously  in  the  last  year,  rates  to  the  United 
Kingdom  have  fallen  the  least  of  any  of  the  groups  given  in  the 
table.  The  general  rally  which  took  place  in  May  and  June, 
1920,  was  also  particularly  noticeable  in  United  Kingdom  rates. 
These  facts  reflect  the  strong  position  occupied  by  the  North 
Atlantic-United  Kingdom  conference,  which  has  been  able  to 
maintain  its  rates  more  successfully  than  some  of  the  others. 
In  June,  however,  this  conference  cut  grain  rates  by  about  30 
per  cent,  the  rate  now  being  5  shillings  per  quarter  (480  pounds) 
compared  with  7  shillings  in  May. 

"French  Atlantic  rates  have  experienced  the  most  drastic 
cut  of  all.  At  the  low  level  of  March,  1921,  rates  were  about  one- 
quarter  of  those  in  January  of  last  year.  These  extreme  cuts 
were  due  largely  to  the  rate  war  waged  for  some  months  be- 
tween French  line  (Compagnie  Generate  Transatlantique)  and 
the  conference  lines.  The  settlement  between  them  is  reflected 
in  the  index  by  a  quick  upturn  of  rates  in  April  of  this  year. 
Rates  in  the  Netherlands  and  Belgium  trade  have  also  been  af- 
fected by  the  rate  war,  although  the  declines  have  not  been  quite 
so  drastic. 

"The  Scandinavian  index  shows  a  continuous  and  progn 
sive  decline  to  the  lowest  point  of  any  of  the  groups  in  the  latest 
months  of  1921.    The  decline  was  arrested  for  several  months  in 
the  middle  of  1920,  but  the  tendency  has  been  steadily  down 
ward,  except  for  a  slight  upturn  in  May,  1921,  in  sympathy  wit 
Netherlands  and  Belgium. 

"Rates  to  the  Mediterranean  indicate  the  disorganized  state 
of  the  conference  after  the  war.  Declines  have  been  severe  a 
the  reductions  came  earlier  in  1920  than  in  the  case  of  United 
Kingdom  rates  for  instance.  It  is  noteworthy  also  that  the  ris< 
in  April  and  May  of  the  present  year,  noticeable  in  rates  in  other 
directions,  has  had  no  influence  in  the  Mediterranean  trade, 
where  rates  moved  in  the  opposite  direction. 

"The   composite   picture  presented   by  the  all-Europe  index 
number  gives  the  broad  movements  of  rates  as  a  whole  will 
an  undue  influence  from  disturbances  in  a  single  trade, 
shows  a  decline  early  in  1920,  followed  by  an  increase  in  1 
and  June.     Thereafter  rates  fell  continuously  and  at  times  v 
rapidly  until  the  low  point  was  reached  in  March  of  this 
In  April  and  May  moderate  gains  are  recorded,  which  have  I 
brought  about  chiefly  by  the  rise  in  French  Atlantic  and  Neth 
lands   rates.     In   June,   however,   the   tendency   has   again 
downward    and   some'  rates    have   gone   to   new   levels    for   t 
period  after  the  war.    The  most  important  cut  recently  has 
on  grain  to  the  United  Kingdom,  and  on  account  of  the  1 
character  of  this  rate  in  determining  the  level  of  many  otto 
rates,    the    results    that    may    be    expected    to    follow    are 
reaching." 

OPPOSES  SHIPPING  BOARD   PLAN 

The   Traffic   World    Washington   Bureau 

Charles   H.   Potter,   of  New   York,   president   of   the  United 
States  Ship  Operators'  Association,  in  a  letter  to  A.  E 
chairman  of  the  Shipping  Board,  has  taken  a  stand  against 
adoption   of  a   bare-boat  charter  plan    for   the   operation  o 
board's  vessels,  declaring  "it  is  impracticable  under  present 
ditions  to  put  into  effect  such  a  plan." 

The  ship  operators'  association  embraces  ship  operate 
all  parts  of  the  country,  and  according  to  a  statement  issued 
the  association  in  connection  with  the  letter,  are  efficient  1 
of  Shipping  Board  boats." 

In   an   outline   of   policies   and   principles   advocated 
association,  the  reasons  why  the  bare  boat  charter  plan 
posed  were  stated  as  follows: 

"Any  plan  to  succeed  must  afford  a  reasonable  possi 
making  a  profit  or  at  least  of  coming  out  whole.    Under  prese 
conditions  there  is  no  such  possibility.     It  is,  therefore,  not  i 
sonable  or  fair  to  expect  private  individuals  to  assume  a  cert 
loss      Only   irresponsible  charterers   gambling   on   future  cor 
tions    and  owners  who  have  had  an  opportunity  of  retamini 
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large  reserve  built  up  during  prosperous  times,  could  afford  at 
•  nt  to  take  ships  on  a  bare  boat  charter  basis." 
Tin1  association  advocates  "profit  Hharing"  an  the  basis  of  any 

plan  for  permanent  adoption. 

"No  plan  will  work  under  present  depressed  world  conditions 

unless  adjusted   temporarily  to  meet   such  conditions,"  it  says. 

"Operators  must  be  enabled  to  earn  a  reasonable  minimum  over- 

hr.-ici." 

Private  ownership  of  government  tonnage  should  be  estab- 
lished as  soon  as  practicable  in  accordance  with  the  provisions  of 
the  Jones  act  and  private  ownership  must  not  be  a  return  to  the 
"monopolistic  control  by  a  few  large  companies,"  the  association 
says.  Unnecessary  trade  routes  should  be  eliminated,  competi- 
tion on  trade  routes  between  government-owned  and  privately 
owned  American  ships  or  between  government-owned  ships  op- 
erated by  different  companies  should  be  eliminated  to  prevent 
inn-berthing,  and  trade  routes  must  not  be  destroyed  or  crippled 
by  Indiscriminate  tying  up  of  ships,  it  Is  declared.  Pointing  out 
that  tramp  ship  service  Is  the  backbone  of  any  merchant  marine, 
the  association  says  that  a  fixed  number  of  ships  should  be  dis- 
tributed to  each  efficient  tramp  ship  operator  to  be  maintained 
while  laid  up  and  to  be  kept  ready  for  improved  business 
conditions. 

Mr.  Potter  said  in  his  letter  to  Chairman  Lasker: 

The  recent  statements  in  the  press  and  the  testimony  given  before 
I  In-  Senate  committee  were  intended  to  point  out  the  chaotic  condi- 
tions that  have  exited  in  the  Shipping  Board.  They  have  unfortu- 
nately, been  largely  misconstrued  to  he  an  attack  upon  operators  of 
Shipping  Hoard  vessels.  This  culminated  in  statements  made  recently 
in  the  Senate  wherein  the  operators  were  indiscriminately  charac- 
terized as  having  "preyed  upon  the  board  and  the  public." 

The  United  States  Ship  Operators  'Association,  Inc.,  has  no  au- 
thority to  speak  for  the  American  ship  owners  who  have  been  operat- 
ing a  large  part  of  the  government  tonnage.  But  as  the  representa- 
tive and  spokesman  of  responsible  non-owning  operators  from  prac- 
tically every  port  in  the  United  States,  it  is  compelled  to  express  its 
deep  concern  over  this  attack. 

Such  publicity,  if  continued,  will  undermine  the  confidence  of  the 
American  people  in  the  ultimate  success  of  the  merchant  marine, 
and  will  make  your  task  of  reconstruction  and  permanent  achieve- 
ment almost  impossible.  This  country  Is  not  willing  to  scrap  the 
millions  invested  by  it  citizens  in  government  tonnage.  It  is  not  will- 
ing to  resume  its  pitiful  pre-war  maritime  position.  It  is  not  willing 
to  have  its  shipping  again  monopolized  by  a  very  few.  There  must  be 
a  substantial  increase  in  the  number  of  American  concerns  owning 
and  operating  American  vessels. 

The  honest  and  efficient  operators  are  potentially  the  owners  of 
the  future.  If  their  reputation  and  standing  is  destroyed,  who  is  to 
take  their  place? 

For  this  reason  we  earnestly  ask  that  in  the  future  a  clear  dis- 
tinction be  made  between  those  operators  who  have  justified  the 
allocation  of  tonnage  to  them,  and  any  operators  who  may  have  been 
found  unworthy  of  the  trust.  We  strongly  urge  that  the  latter  should 
be  prosecuted,  so  that  only  the  guilty  may  be  made  to  suffer. 

Faith  in  the  ultimate  outcome  must  be  built  up.  if  we  are  to  have 
an  American  merchant  marine.  There  has  been  too  much  destructive 
criticism,  too  little  constructive  action. 

This  association  has  prepared  an  outline  of  principles  which  it 
considers  essential  to  the  solution  of  our  national  shipping  problems. 


SHIPPING  BOARD  CUTS  EXPENSES 

The   Traffic    World    Washington   Bureau 

Announcement  was  made  this  week  by  the  Shipping  Board 
that  notice  of  dismissal  had  been  served  on  more  than  600  em- 
ployes in  the  comptroller's  division  of  the  board.  It  was  said 
by  officials  that  the  reduction  in  the  board's  forces  was  a  part 
of  the  plan  adopted  by  the  new  board  to  effect  economies.  No 
information  has  been  given  by  board  officials  as  to  what  steps 
will  be  taken  to  make  the  salaries  of  the  higher  officials  con- 
form to  the  provision  attached  to  the  appropriation  act  limiting 
salaries  of  more  than  $11,000  to  six  employes.  In  the  debate 
in  the  bill  it  was  said  that  40  employes  of  the  board  received 
$12,000  or  more.  Most  of  those  getting  in  excess  of  $11,000  are 
in  the  legal  department. 


CINCINNATI  WANTS  MERCHANT  MARINE 

The  Cincinnati  Chamber  of  Commerce,  in  a  letter  to  the 
National  Merchant  Marine  Association,  has  suggested  "a  middle- 
west  campaign"  in  the  interest  of  a  "hundred  per  cent  American 
merchant  marine  along  broad  and  non-sectional  lines."  After 
stating  that  the  business  men  of  Cincinnati  have  been  working 
for  the  establishment  of  an  adequate  merchant  marine,  the  letter 
continued  as  follows: 

We  have  recently,  however,  been  much  surprised  and  troubled  by 
a  great  amount  of  publicity  which  has  emanated  from  Washington, 
tending  to  undermine  public  confidence  in  the  Shipping  Board  and  in 
the  future  of  an  American  merchant  marine,  and  tending  to  lessen 
the  spirit  of  co-operation  between  the  shippers  and  the  manufacturers 
of  the  interior  and  the  board.  This  it  seems  to  us  is  particularly 
unfortunate,  coming  as  it  does  just  at  the  time  when  our  world  trade 
and  our  merchant  marine  require  the  most  substantial  backing  by 
our  government  and  our  people  in  order  to  maintain  it  against  foreign 
competition,  and  in  the  face  of  increased  activities  on  the  part  of 
foreign  countries  for  the  stimulating  of  their  foreign  trade  and  their 
own  merchant  marine. 

We  have  also  been  led  to  believe  that  the  Shipping  Board  is  con- 
templating a  policy  of  laying  up  ships  and  of  possibly  interfering 
with  the  continuance  or  establishment  of  the  trade  routes  provided  for 
specifically  by  the  Jones  act.  This  organization  has  repeatedly  gone 
on  record  in  favor  of  the  continuance  and  establishment  of  these 
trade  routes  and  would  very  greatly  deprecate  any  attempt  on  the 
part  of  the  Shipping  Board  to  interfere  In  any  way  with  them,  through 


forced  Bales  or  charter*,  or  to  take  nny  other  nctlon  which  would  In 
any  wiiy  Interfere  with  the  vigorous  consistent  ndinlnlxtratlon  of  the 
Junes  merchant  marine  nel.  The  farmer,  the  manufacturer  and  the 
producer  of  export  trade  generally  should  enjoy  the  DMMfltf  of  that 

law    lit   (Hlee. 

DISPOSITION"^  GERMAN  SHIPS 

Tht   Traffic   World    Waihinaton   Burimw 

The  Shipping  Board,  according  to  an  announcement  made 
by  Elmer  Schlestlnger,  chief  counsel,  September  1,  will  take 
steps  probably  next  week  to  sell  or  charter  the  nine  former 
German  vessels  turned  back  to  the  board  by  the  United  States 
Mail  Steamship  Company  as  a  result  of  court  proceedings.  The 
intention  of  the  board  is  to  (Impose  of  the  vessels  as  an  entire 
fleet.  Pending  their  sale  or  charter,  the  vessels  will  be  operated 
for  the  board  by  T.  II.  Rossbottom,  general  manager  of  the 
government-owned  Panama  Railroad  Steamship  Line. 


REDUCTIONS,  WEST  TO  SOUTHEAST 

Tht   Traffic'  World    Washington   Bureau 

The  transcontinental  carriers,  August  25,  were  authorized  on 
five  days'  notice,  to  reduce  rates  on  canned  goods,  dried  fruits, 
barley,  and  a  long  list  of  commodities  of  that  same  general  char- 
acter, from  Pacific  and  inter-mountain  territories,  to  the  south- 
east, to  the  same  level  as  they  reduced  rates  on  the  same  com- 
modities to  transcontinental  rate  groups  A,  B,  C,  and  D  August 
22.  (See  Traffic  World,  Aug.  27,  p.  430.)  Thereby  they  stilled 
a  clamor  in  that  part  of  the  southeast,  which  was  started  the 
minute  Countiss  published  the  reductions  to  the  groups  men- 
tioned, limited  in  their  application,  however,  to  points  in  those 
groups  north  of  the  Ohio  and  Potomac  rivers. 

Commercial  bodies  in  the  southeast  protested  to  the  Commis- 
sion against  the  reductions  which  were  allowed  to  go  into  effect 
in  the  territory  north  of  the  Ohio  and  Potomac  rivers  and  re- 
quested the  suspension  of  the  reductions.  The  Commission,  how- 
ever, declined  to  suspend  them.  Unofficial  assurances  had  been 
received  that  perhaps  the  southeastern  carriers  would  authorize 
Countiss  to  publish  the  rates  to  points  on  their  lines.  The 
understanding,  not  based  on  anything  definite,  however,  was  that 
the  southeastern  lines  had  declined  to  participate  in  the  proposed 
lower  rates  because  they  were  not  satisfied  with  the  divisions  pro- 
posed by  the  transcontinental  carriers. 

Whatever  the  cause  for  the  declination,  it  was  removed  on 
August  26  when  authority  was  given  to  Countiss  to  file  the  reduc- 
tions on  less  than  statutory  notice. 

Reductions  to  eastern  defined  territories  were  made  by  Coun- 
tiss, he  said,  to  meet  competition  to  them  through  the  Panama 
Canal.  He  said  the  proposition  was  submitted  to  the  south- 
eastern lines  but  they  declined  to  join  in  the  reductions. 

In  their  protests  North  Carolina  interests  said  the  proposi- 
tion to  make  the  rates  applicable  to  the  northern  part  of  the  four 
transcontinental  groups  would  be  a  radical  departure  from  a  long 
standing  adjustment,  which,  in  their  opinion,  the  Commission 
should  not  permit.  North  Carolina  wholesale  grocers,  in  particu- 
lar, protested  because  the  lower  rates  would  be  operative  to  Vir- 
ginia cities,  although,  in  a  physical  sense,  they  are  south  of  the 
Potomac,  but  for  rate-making  purposes  they  are  north  of  that 
stream.  They  also  protested  because  New  Orleans  and  Gulf  ports, 
not  to  mention  Memphis  and  other  Mississippi  River  crossings, 
could  ship  into  the  southeast  on  a  combination  less  than  the  pro- 
testants  would  have  to  pay  in  their  attempt  to  compete  with 
wholesalers  on  the  borders  of  the  higher-rated  southeastern  and 
Carolina  territories. 

The  Commission,  however,  did  not  regard  their  protests  as 
of  weight  enough  to  deprive  the  transcontinental  roads  of  an 
opportunity  to  compete  in  the  northern  part  of  the  groups 
affected.  Joining  in  the  rates  by  the  southeastern  and  the  Caro- 
lina lines  removes  that  question  from  the  list  of  grievances  of 
Carolina  and  southeastern  shippers. 


TRANSCONTINENTAL  REDUCTIONS 

The  Transcontinental  Freight  Bureau's  fourth  section  appli- 
cation No.  19,  filed  with  the  Commission  August  29,  contains 
63  items  covering  practically  all  the  reductions  in  the  car  load 
rates  from  eastern  defined  territory,  groups  A  to  J,  to  Pacific 
coast  terminals,  contained  in  an  announcement  made  by  the 
western  transcontinental  carriers  about  three  months  ago  and 
published  in  The  Traffic  World,  May  28.  The  reductions,  in 
some  instances,  are  as  much  as  $2  a  hundred  pounds,  and  the 
commodities  include  some  of  those  which  move  heaviest  be- 
tween these  points.  The  following  are  typical  reductions. 

Present  Proposed    Originating 

Commodity.  rate  range.  rate.  groups. 

Canned  goods   $1.42       to  $1.83%  J1.30  A  to  O 

Carpets,  linoleum,  etc 1.66H  to     1.83%  1.60  A  and  H 

Cyanamid    (In   bags)    2.19       to     3.16%  1.05  A  to  J 

Drugs   and    medicines    2.66%  to     3.08H  2.50  A  to  D 

Dry    goods    1.83%  to     2.08%  1.80  A  to  C 

Glass  and   glassware    1.40%  to     1.50  1.20  F  to  J 

Glass  and  elassware    1.58%   to     1.66%  1.30  A  to  K 

Iron   and   steel    articles 1.17%  to    2.08%      1.00  to  1.35       A  to  .1 

Billets,   blooms  and   pigs 92       to     1.50  .90  D  to  H 

Billets,    blooms    and    pigs 1.58%  to     1.83%  1.00  A  to  C 

Pianos,  boxed   3.12%  to    4.42  3.00  A  to  J 


462 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  10 


Other  commodities  include  various  kinds  of  paper,  glue, 
inks,  and  mucilage;  rails,  fasteners  and  railway  supplies;  rubber 
boots  and  shoes;  sewing  machines;  soaps,  washing  compounds, 
caustic  soda  and  soda  ash;  saleratus,  glucose,  corn  syrup  and 
molasses;  tacks  and  shoe  nails,  and  twine  and  cordage.  Crude 
cyanide  from  Niagara  Falls,  Ont,  is  reduced  from  $3.08  V2  to 
$1.05,  and  the  Commission  is  especially  asked  to  modify  its  order 
in  docket  No.  10902,  respecting  the  relationship  between  various 
kinds  of  wire  goods,  so  as  to  allow  a  rate  of  $1  on  wire  rods 
while  maintaining  rates  of  $1.30  on  wire  fencing  and  $1.20  on 
wire  rope. 

The  Pacific  ports  to  which  it  is  proposed  to  make  the  rates 
applicable  are:  East  San  Pedro,  Oakland,  Richmond,  San  Diego, 
San  Francisco,  San  Pedro  and  Wilmington,  California;  Astoria 
and  Portland,  Oregon;  Bellingham,  Everett,  Seattle,  South  Bel- 
lingham  and  Tacoma,  Washington;  New  Westminster,  Prince 
Rupert,  Vancouver  and  Victoria,  B.  C.  To  points  intermediate  it 
is  proposed  to  apply  rates  made  by  adding  the  rate  to  the  nearest 
terminal  to  the  local  rate  from  the  terminal  to  the  destination 
point.  The  application  defines  "nearest  terminal"  as  the  terminal 
"from  which  the  lowest  rate  available  for  use  upon  interstate 
traffic  applies." 

Although   the   application   bears   the   date   of  August   22,   i 
was   necessary   to   secure  the    concurrence    of   eastern    carriers 
and  the  application  was  filed  with  the  commission  on  the  date 
mentioned.      All    the    modifications    apply    to    transcontinental 
tariffs  No.  1-T  and  No.  4-Q. 

SUGAR  RATE  ADJUSTMENT  ATTACKED 

The   Traffic   World    Washington  Bureau 

Arbuckle  Brothers,  Federal  Sugar  Refining  Co.,  Warner 
Sugar  Refining  Co.,  and  the  Revere  Sugar  Refinery,  through 
Wilbur  LaRoe,  Jr.,  have  prepared  for  filing  a  compplaint  against 
the  Ann  Arbor,  and  all  other  roads  in  Official  and  Southern 
Classification  territories,  alleging  that  the  adjustment  of  rates 
and  the  minima  on  sugar  are  unjustly  discriminatory  against 
the  refiners  in  the  eastern  part  of  Official  Classification  terri- 
tory, and  unduly  preferential  to  those  in  Louisiana  and  Texas. 
For  convenience  the  complainant  refers  to  the  complainants  as 
the  New  York  refiners  and  those  which  are  alleged  to  be  unduly 
preferred  as  -the  New  Orleans  refiners. 

The  burden  of  the  complaint  is  that  full  fifth  class  is  im- 
posed on  sugar  from  the  New  York  refineries  to  Chicago,  Min- 
neapolis, St.  Paul  and  Duluth  markets,  which,  it  is  alleged, 
refiners  in  New  York,  New  Orleans  and  California  are  trying 
to  reach;  that  the  other  refiners,  and  especially  those  at  New 
Orleans,  have  the  benefit  of  commodity  rates;  that  the  rela- 
tionship of  rates  that  existed  prior  to  General  Order  28,  under 
which  New  York  and  New  Orleans  reached  the  Chicago  mar- 
kets on  identical  rates,  has  been  broken  to  such  an  extent  that 
now  New  York  pays  63  cents  while  New  Orleans  pays  only 
60;  and  that  New  York  pays  16.5  cents  more  to  the  Twin  Cities 
than  New  Orleans;  and  finally,  that  the  New  Orleans  refiners 
have  a  minimum  of  33,000  pounds  while  the  New  York  refiners 
must  ship  on  a  minimum  of  60,000. 

The  complaint  contains  a  history  of  the  relationship  that 
prevailed  for  many  years  prior  to  federal  control.  On  that  ad- 
justment, the  complainants  aver  the  competing  groups  were  able 
to  reach  for  the  markets  in  the  great  consuming  centers  in  the 
middle  west  on  terms  of  practical  equality.  Differences  in 
prices  resulted,  not  from  inequalities  in  transportation  condi- 
tions, but  solely  from  commercial  conditions. 

The  complaint  sets  forth  specifically  that  during  the  war 
the  Food  Administration  maintained  a  trade  unit  of  60,000 
pounds  on  sugar  and  the  railroad  tariffs  specifying  lower 
minima  were  in  abeyance.  When  the  armistice  was  signed, 
the  complaint  says,  the  60,000  unit  was  abolished.  Automat- 
ically the  minima  named  in  the  tariffs  were  restored.  But  on 
the  last  day  of  federal  control  the  Railroad  Administration  es- 
tablished a  60,000  minimum  to  apply  to  "all  points  in  Illinois, 
Wisconsin,  upper  peninsula  of  Michigan,  Missouri  (St.  Louis 
and  points  north  of  the  Missouri  river),  Iowa,  Minnesota  and 
also  to  points  in  Indiana  taking  the  Chicago  basis  of  rates." 

At  the  same  time  the  60,000  pound  minimum  was  estab- 
lished from  New  Orleans  to  about  twenty  points,  as  against 
the  400  points  to  which  that  minimum  applied  from  the  New 
York  refineries.  After  detailing  the  history  of  rates  and  minima, 
Mr.  LaRoe,  in  behalf  of  his  clients,  said: 

The  result  is  an  adjustment  that  Is  unduly  preferential  to  the 
New  Orleans  refiners  and  unduly  prejudicial  to  the  New  York 
refiners,  which  disadvantage  is  especially  great  at  a  time  like 
the  present  when  sugar  is  bought  in  small  quantities  and  on  a 
hand-to-mouth  basis.  In  other  words,  under  such  market  con- 
ditions as  now  prevail,  it  is  a  great  advantage  to  any  group  of 
refiners  to  enjoy  lower  minimum  weights  than  their  competitors. 

There  is  no  transportation  condition  which  justifies,  explains 
or  warrants  the  undue  prejudice  to  these  complainants  and  the 
undue  preference  to  the  New  Orleans  refiners  growing  out  of  the 
lower  minimum  weights  enjoyed  by  the  latter. 

That  the  present  all-rail  rate  on  sugar  from  New  York  to 
Chicago  is  the  full  fifth-class  rate,  although  prior  to  General  Order 
No.  28  sugar  always  moved  on  commodity  rates  lower  than  the 
class  rates,  and  although  sugar  is,  like  grain  and  its  products,  a 
staple  commodity  moving  in  such  large  volume  that  it  is  plainly 


entitled  to  commodity  rates,  and  although  practically  all  sugar 
moving  in  the  United  States,  except  that  moving  under  the  rates 
here  attacked,  moves  under  commodity  rates  lower  than  the  class 
rates. 

That  the  all-rail  rates  on  sugar,  in  carloads,  maintained  by  the 
defendants  from  New  York  and  points  grouped  therewith,  to  Chi- 
cago, St.  Paul,  Minneapolis  and  Duluth,  and  points  grouped  there- 
with, and  to  the  Ohio  River  crossings  from  Cincinnati,  Ohio,  to 
Cairo,  both  inclusive,  to  the  Missouri  River  Territory,  and  to  all 
points  in  Ohio,  Indiana,  Illinois,  Michigan,  Wisconsin,  Iowa  and 
Minnesota,  are,  have  been  and  will  continue  to  be  unjust  and  un- 
reasonable, in  violation  of  Section  1  of  the  Interstate  Commerce 
Act,  and  unduly  prejudicial  to  the  complainants  and  unduly  pref- 
erential of  complainants'  competitors  in  violation  of  Section  3  of 
the  said  Act. 

That  the  minimum  weights  on  sugar  from  New  York,  and 
points  grouped  therewith  are  unjust  and  unreasonable  in  violation 
of  Section  1  of  the  Interstate  Commerce  Act;  also  unduly  preju- 
dicial to  complainants  and  unduly  preferential  of  complainants' 
competitors  located  in  the  New  Orleans  territory-  in  violation  of 
Section  3  of  the  said  Act. 

That  during  the  period  since  June  25,  1918,  the  complainants 
have  made  numerous  shipments  of  sugar  under  the  rates  alleged 
to  be  unlawful  herein,  and  are  still  making  such  shipments,  and 
have  been  damaged  and  will  continue  to  be  damaged  to  the  extent 
that  such  rates  are  or  have  been  unlawful;  and  reparation  is 
asked  herein  on  all  shipments  moving  since  March  1,  1920. 

LIVE  STOCK  REDUCTIONS 

The    Traffic    World    Washington   Bureau 

Representative  Slemp  of  Virginia  and  a  delegation  of  his 
constituents,  feeders  of  live  stock  in  southwestern  Virginia,  ap- 
peared before  Examiner  Pitt  August  31  asking  for  a  reduction 
of  25  per  cent  in  the  rates  on  live  stock  from  the  southwestern 
Virginia  feeding  lots  to  eastern  markets.  The  Virginians  tola 
Mr.  Pitt,  who  was  acting  for  Director  Hardie,  that  they  had  paid 
12  cents  a  pound  for  the  steers  they  have  been  feeding  for  a 
year,  and  now  the  market  was  off  so  far  that  they  were  offered 
only  7  cents  a  pound.  Their  average  rate  to  the  eastern  mar- 
kets is  about  65  cents  per  100  pounds,  they  said. 

Traffic  men  representing  the  Norfolk  &  Western,  and  other 
railroads  concerned,  said  they  had  not  heard  of  any  objection 
to  the  rates  until  they  were  asked  to  appear  at  the  informal 
conferepc'e.  They  said  they  would  take  the  matter  under  ad- 
visement. They  pointed  out,  however,  that  the  rates  yielded 
the  Norfolk  &  Western  only  a  little  more  than  16  cents  a  car- 
mile,  while  the  average  on  that  road  last  year  was  30  cents. 


ROADS   CONSIDER    LIVE   STOCK    DECISION 

A  conference  of  freight  traffic  officials,  representing  prac- 
tically all  the  lines  in  western  territory,  was  held  in  Chicago, 
September  2,  to  determine  what  attitude  will  be  assumed  by 
the  carriers  with  reference  to  the  Commission's  decision  in  the 
Western  Live  Stock  case.  E.  B.  Boyd,  chairman  of  the  Western 
Trunk  Line  Committee,  presided. 


MAURETANIA  CONVERTED  TO  OIL-BURNER 

The  Cunard  Line  announces  the  conversion  of  the  Maure- 
tania  into  an  oil-burner  at  the  yards  of  her  builders  at  New- 
castle, England.  The  conversion  will  proceed  at  the  same  time 
as  the  repairs  necessitated  by  the  recent  .fire  on  board,  and  the 
Mauretania  will  re-enter  the  New  York-Cherbourg-Southampton 
service  January  14,  next.  This  will  make  a  total  of  six  vessels 
using  oil  fuel  in  the  combined  fleet  of  the  Cunard-Anchor  Lines 
with  an  aggregate  total  of  137,000  tons.  All  of  the  new  fleet  of 
eighteen  vessels  ordered  since  Armistice  Day  will  also  be  oil 
fueled.  As  a  coal  burner  the  Mauretania  holds  the  record  of 
the  Atlantic,  having  made  the  fastest  westward  passage  in  four 
days  ten  hours  and  forty-one  minutes,  and  the  fastest  eastward 
passage  in  four  days  thirteen  hours  and  forty-one  minutes.  Her 
highest  days  run  stands  at  676  knots,  and  her  best  average  speed 
for  one  day  is  27.04  knots.  When  the  Aquitania  was  recently 
converted  to  an  oil-burner  her  speed  average  was  materially 
increased. 


BILL  TO  REGULATE  RATE  MAKING 

The   Traffic   World    Washington  Bureau 

Identical  bills,  which,  if  enacted  into  law,  would  revolu- 
tionize the  present  system  for  making  rates,  are  pending  before 
the  House  and  Senate  interstate  commerce  committees.  The 
bills  provide  that  the  standard  of  measure  of  work  done  by  a 
railroad  in  the  transportation  of  freight  shall  be  the  ton-mile 
and  that  each  carrier  shall  establish  a  basic  rate  per  ton-mile 
for  the  transportation  of  freight.  There  would  also  be  estab- 
lished five  classes  of  freight,  each  class  to  move  on  a  certain 
multiple  of  the  basic  rate  per  ton  mile.  Senator  King,  of  Utah, 
introduced  the  bill  (S.  552)  first  in  the  Senate,  April  12.  (See 
Traffic  World,  April  16,  p.  813.)  Representative  Colton  of  Utah 
introduced  the  bill  (H.  R.  8164)  in  the  House,  August  10.  It  is 
not  regarded  as  likely,  however,  that  the  bills  will  be  taken  up 
in  committee. 


C.   C.  &  C.   LOAN 

The  Cowlitz,  Chehalis  &  Cascade  Railway  of  Chehalis,  Wash., 
has  applied  to  the  Commission  for  a  loan  of  $45,500  to  meet 
matured  obligations  for  equipment. 
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COX  IN,  CLARK  OUT 

Tht    Traffic    World    Washington   Burton 

Frederick  I.  Cox  of  East  Orange,  N.  J.,  took  the  oath  of 
as  a  commisioner  September  1  in  the  office  of  Secretary 
McGinty  of  the  Commission.  Chairman  Clark  retired  as  a  com- 
missioner August  31.  Commissioner  McChord  will  act  as  chair- 
man of  the  Commission  until  a  successor  to  Mr.  Clark  has  been 
chosen. 

At  the  time  Chairman  Clark  retired  no  arrangement  had 

1 n  made  by  the  commissioners  to  hold  a  conference  to  select 

a  chairman.  Mr.  McChord  became  acting  chairman  by  reason 
of  his  seniority.  It  was  taken  for  granted  at  the  time  Mr.  Clark 
left  office  that  the  rotation  rule,  which  was  set  aside  last  spring, 
on  Commissioner  McChord's  motion  so  that  Mr.  Clark  would 
remain  in  office  another  year,  would  be  brought  Into  operation 
again  as  soon  as  the  commissioners  decided  that  they  wanted 
to  dispose  of  that  question.  It  was  considered  no  more  than 
courteous  to  Commissioner  Cox  that  the  election  of  a  chairman 
should  be  deferred  until  the  new  man  came  into  office. 

The  retirement  of  Commissioner  Clark  was  without  incident 
oilier  than  the  presentation  to  him,  by  five  former  private  sec- 
retaries— Attorney-Examiner  Charles  F.  Gerry,  G.  M.  Crosland, 
chief  of  the  tariff  section,  W.  P.  Bartel,  F.  E.  Brown  and  A.  A. 
Topping — of  a  brief  case,  as  a  testimonal  of  their  regard  for  him. 

John  E.  Benton,  general  solicitor  for  the  state  commissions, 
before  the  hearing  in  the  grain  rate  case  was  resumed  Sep- 
tember 1,  addressed  Commissioners  Lewis,  Esch,  Potter,  Mc- 
Chord, Aitchison,  Campbell  and  Cox  as  follows  with  respect  to 
the  resignation  of  Chairman  Clark: 

Chairman  Clark  was  well  tried  before  he  came  here.  Nowhere  are 
the  qualities  of  absolute  personal  integrity,  fearlessness,  self-reliance, 
Intellectual  power,  alertness,  and  devotion  to  the  cause  in  which  one 
is  enisted,  more  necessary  to  continued  leadership  than  in  the  coun- 
cils of  organized  labor.  He  was  a  leader  there  for  fifteen  years.  He 
brought  those  high  qualities  here,  and  with  an  exclusiveness  of  all 
other  interests  and  an  intensiveness  rarely  equalled,  he  has  devoted 
them  to  the  public  service. 

It  was  his  good  fortune  from  the  first  to  serve  with  other  men 
likewise  deservedly  distinguished.  I  mention  only  some  of  those  not 
now  on  the  Commission.  Charles  A.  Prouty,  a  man  of  rare  and  bril- 
liant mind:  Judson  C.  Clements,  a  splendid  example  of  the  best  type 
of  men.  from  a  section  which  produces  great  men:  James  S.  Harlan, 
a  worthy  son  of  one  of  our  most  loved  and  most  honored  Supreme 
Court  justices;  Martin  A.  Knapp,  a  great  lawyer  and  an  eminent 
jurist;  Franklin  K.  Lane,  a  man  with  the  fine  sensibility  of  a  poet  and 
the  broad  vision  and  constructive  powers  of  a  great  statesman.  These 
men  and  their  associates,  in  the  constructive  period  of  the  history  of 
this  Commission,  made  it  one  of  the  great  agencies  of  this  great  gov- 
ernment, and  established  it  in  the  confidence  of  the  people.  In  this 
Chairman  Clark  did  his  full  share. 

The  powers  of  the  Commission  have  now  been  greatly  increased. 
Tour  responsibilities,  and  the  vital  way  in  which  what  you  do  affects 
the  national  welfare,  can  with  difficulty  be  comprehended.  These 
added  responsibilities  have  been  placed  upon  you  because  of  the  con- 
fidence which  the  public  came  to  have  in  this  Commission,  through 
the  fifteen  years  that  Chairman  Clark  has  served  upon  it.  The  record 
made  by  him  and  his  associates  remains  to  you  as  an  example  and 
an  inspiration. 

I  thank  you  for  permitting  this  digression.  Representing,  as  I  do 
the  state  commissioners,  it  has  seemed  proper  that  this  day  should  not 
be  permitted  to  pass  without  some  expression  of  their  sentiments. 
As  Chairman  Clark  returns  to  private  life,  he  carries  with  him  the 
respect  and  good-will  and  good  wishes  of  the  state  commissioners 
They  have  not  always  agreed  with  him,  especially  in  these  latter 
months,  but  they  have  always  admired  him,  and  liked  him;  and  they 
recognize  and  pay  tribute  to  the  great  value  of  the  services  he  has 
rendered  in  public  and  semi-public  positions  for  the  past  thirty  years. 

After  having  qualified  as  a  member  of  the  Commission  by 
taking  the  oath  of  office,  Commissioner  Cox  joined  the  other 
commissioners  named  above  in  listening  to  testimony  in  the 
grain  rate  case. 

Formal  announcement  was  made  by  Mr.  Clark  and  Mr. 
LaRoe,  September  1,  that  they  had  formed  a  partnership  under 
the  firm  name  of  Clark  &  LaRoe  "for  the  handling  of  matters 
before  the  agencies  of  the  government,  including  committees  of 
Congress." 


RAILROAD  FUNDING  BILL 

The   Traffic   World    Washington  Bureau 

Failure  of  the  Senate  to  pass  the  railroad  funding  bill  before 
taking  a  recess  until  the  latter  part  of  September  will  result  in 
Director-General  'Davis  continuing  to  make  settlements  with  rail- 
roads on  the  same  basis  that  he  has  settled  with  a  number  of 
roads  to  date,  but  no  general  funding  of  carriers'  indebtedness 
to  the  government  for  additions  and  betterments  will  be  under- 
taken. The  Director-General  said  that  was  the  situation  when 
asked  in  regard  to  the  matter.  The  difference  will  be  that  com- 
paratively few  settlements  will  be  made  pending  final  action  on 
the  bill,  instead  of  many  settlements. 

Had  the  bill  passed,  the  Director-General  would  have  pro- 
ceeded to  fund  the  most  of  the  carriers'  indebtedness  to  the 
government  left  unfunded.  Now,  however,  in  making  final  set- 
tlements the  government  will  exercise  its  right  under  the  trans- 
portation act  to  deduct  the  sums  owed  for  additions  and  better- 
ments. The  Director-General  could  fund  this  indebtedness  under 
the  law  If  he  had  the  money,  which  would  then  be  needed  to  pay 
the  roads  what  the  government  would  owe  them  without  making 
deductions. 

If  the  funding  bill  finally  fails  of  passage — which  is  a  posibil- 


Ity,  but  not  regarded  as  a  probability — the  President  will  have  to 
ask  Congress  for  an  additional  appropriation  of  several  hundred 
millions  to  meet  the  government's  obligations  to  the  railroads. 
The  Republicans  can  eventually  put  the  bill  through  the  Senate, 
after  Senator  LaFollette  and  the  comparatively  few  senators  who 
are  expected  to  join  him  in  fighting  the  bill  have  filled  the  Con- 
gressional Record  with  a  few  hundred  thousand  words,  more 
or  less. 

Officials  of  the  Railroad  Administration  branded  as  untrue 
the  following  statement,  made  by  former  Director-General 
McAdoo  in  his  letter  to  Senator  Stanley,  read  In  the  Senate, 
August  24:  "But  the  President  proposes  a  new  plan,  namely,  to 
defer  for  10  years  at  6  per  cent  interest  the  entire  $763,000,000 
due  by  the  carriers  to  the  United  States  and  to  pay  to  the  car- 
riers In  cash  $500,000,000  for  alleged  undermalntenance  claims,  If 
that  be  the  amount  finally  determined." 

McAdoo's  statement  that -the  Railroad  Administration  would 
pay  $500,000,000  in  cash  for  "alleged  undermaintenance  claims" 
was  what  raised  the  ire  of  officials.  Payments  to  the  railroads 
in  final  settlement,  it  was  pointed  out,  may  include  an  allowance 
for  undermaintenance  if  there  was  undermaintenance  in  the 
opinion  of  the  Director  General,  but  that  is  only  one  Item  in- 
volved in  the  settlements. 

In  a  reply  to  the  McAdoo  letter,  Robert  S.  Binkerd,  assist- 
ant to  the  chairman  of  the  Association  of  Railway  Executives, 
said: 

So  far  as  I  have  seen  there  has  been  no  attempt  to  juggle  figures 
or  manipulate  accounts  and  securities  or  governmental  agencies.  The 
President  has  simply  proposed  that  the  War  Finance  Corporation 
should  act  as  a  banker  for  the  United  States  Railroad  Administration, 
taking  as  collateral  for  loans  made  to  the  administration  railway  se- 
curities which  it  now  has  or  In  the  future  will  receive  as  a  result  of 
funding  capital  expenditures.  The  War  Finance  Corporation  can  raise 
money  from  the  public  by  the  sale  of  its  own  bonds  without  having  re- 
course to  the  United  States  treasury,  and  it  can  at  a  later  date  liqui- 
date the  railway  securities  which  it  has  by  sale  In  the  open  market 
and  thus  ultimately  retire  the  bonds  which  it  might  Issue  to  the  public. 

The  whole  transaction  is  one  common  enough  in  all  business  and 
consists  in  making  liquid  for  a  current  need  securities  which  are  not 
due  and  payable  until  a  later  date. 

During  the  period  of  federal  control  the  government  acted  as  the 
banker  for  the  railroads.  It  advanced  the  money  for  capital  Improve- 
ments which  would  not  otherwise  have  been  made  unless  the  rail- 
roads could  have  sold  their  securities  to  the  investing  public.  The 
fact  that  under  still  abnormal  conditions,  for  which  they  are  not  re- 
sponsible, the  railroads  cannot  now  sell  such  securities  to  the  public 
is  no  good  reason  why  the  government  should  not  continue  to  act  as 
the  banker  in  this  transaction  if  by  so  doing  it  can  promote  the 
rehabilitation  of  the  railroads  and  an  earlier  return  to  more  normal 
business  conditions  generally. 

Section  6  of  the  federal  control  act  authorized  the  President  of  the 
United  States  to  incur  on  behalf  of  the  railroads  indebtedness  for  con- 
ditions and  betterments  deemed  by  him  necessary.  As  stated  by  the 
Director  General  of  Railroads  himself:  "To  create  without  limit  an 
indebtedness  to  be  paid  by  others  is,  it  must  be  admitted,  a  most  un- 
usual power  and  justified  only  by  the  exigencies  of  war." 

Under  this  power  the  United  States  Railroad  Administration  did 
spend  on  capital  improvements  on  the  railroads  the  sum  of  approxi- 
mately $1,144,000,000.  Of  this  approximately  $361.000,000  was  for  cars 
and  locomotives  and  $763,000,000  for  additions  and  betterments  of  all 
other  kinds. 

On  the  matter  of  undermaintenance.  judged  by  the  standards  es- 
tablished by  the  railroads  themselves  during  the  test  period,  the  gov- 
ernment failed  to  maintain  their  roadway  and  structures  adequately 
by  over  30,000,000  ties,  over  500,000  tons  of  new  rail  and  over  2,000,000 
tons  of  crushed  rock  ballast.  On  the  termination  of  federal  control 
the  government  also  turned  back  26.9  per  cent  of  the  locomotives  in 
bad  order,  against  17.5  per  cent  at  the  beginning  of  federal  control, 
an  excess  of  over  7,500  locomotives  requiring  repairs.  Similarly  the 
government  turned  back  6.5  per  cent  of  the  freight  cars  in  bad  order, 
against  5.2  per  cent  at  the  beginning  of  federal  control,  making  an 
excess  of  over  30,000  freight  cars  in  need  of  repair. 

The  funding  of  capital  expenditures  is  the  normal  and  logical  way 
to  take  care  of  them.  Had  the  railroads  not  been  under  federal  con- 
trol they  could  not  have  made  such  capital  expenditures  unless  they 
had  been  able  to  sell  the  necessary  securities  to  the  public. 

This  situation  was  clearly  recognized  by  the  transportation  act 
itself,  by  Section  207  of  that  act.  This  section  already  confers  on  the 
President  the  power  to  adequately  protect  the  government  with  regard 
to  the  security  for  such  funding. 

Reports  that  plans  were  under  consideration  to  modify  the 
railroad  funding  bill,  in  order  to  meet  objections  raised  by  the 
opponents  thereof,  were  denied  by  officials  August  30.  Director 
General  Davis,  of  the  Railroad  Administration,  said  there  had 
been  no  change  in  the  plan  to  put  through  the  legislation  in 
its  present  form.  It  was  regarded  as  doubtful  by  officials 
whether  such  modifications  could  be  made  as  would  make  the 
proposed  law  less  "obnoxious"  to  the  LaFollette  element.  They 
expect  passage  of  the  measure  substantially  as  drawn  a  short 
time  after  Congress  reconvenes  on  September  21. 

It  was  learned  at  the  White  House,  August  30,  that  the 
President  knew  of  no  "alternative"  plan.  The  fact  that  some 
members  of  Congress  got  the  impression  that  the  President 
does  not  have  the  power  now  to  fund  carriers'  indebtedness  to 
the  government  for  additions  and  betterments  was  deprecated. 
It  was  pointed  out  that  the  President  has  such  power  under 
the  transportation  act.  It  was  said  that  settlements  with  the 
railroads  were  going  forward  and  would  as  long  as  the  money 
held  out,  and  that  some  funding  was  going  on.  Such  funding, 
however,  Is  known  to  be  very  limited.  It  was  also  made  plain 
that  under  the  existing  law  the  President  may  sell  railroad 
securities  held  by  the  Railroad  Administration  as  evidence  of 
carriers'  indebtedness  to  the  government,  but  that  he  preferred 
to  have  such  matters  handled  by  an  agency  such  as  the  War 
Finance  Corporation. 
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LOSS  AND  DAMAGE  CLAIMS 

(Eighteenth  of  a  series  of  articles  written  for  The  Traffic  World  by 
C.  H.  Dietrich.) 

The  receiver  of  freight,  presenting  claims  on  the  basis  of  his 
resale  value,  defends  this  action  on  the  ground  that,  under  the 
McCaull-Dinsmore  decision,  he  is  entitled  to  the  destination 
value,  and  has  interpreted  the  destination  value,  as  outlined  in 
the  decision,  to  represent  any  value  that  may  be  obtained  by 
the  sale  of  the  property  at  destination. 

In  order  to  reach  this  conclusion  it  is  certainly  necessary  to 
read  into  the  decision  of  the  Supreme  Court  something  that  is 
not  stated  nor  even  contemplated,  for  in  the  last  paragraph  of 
the  court's  opinion  we  read: 

We  appreciate  the  convenience  of  the  stipulation  in  the  hill  of 
lading  (value  place  and  time  of  shipment)  and  the  arguments  urged 
in  its  favor.  We  understand  that  it  does  not  necessarily  prevent  a 
recovery  of  the  full  actual  loss,  and  that  if  the  price  of  wheat  had 
gone  down  the  carrier  might  have  had  to  pay  more  under  this  con- 
tract than  by  the  common  law  rule.  But  the  question  is  how  the 
contract  operates  upon  this  case.  In  this  case  it  does  prevent  a 
recovery  of  the  full  actual  loss,  if  it  is  enforced.  The  rule  of  the 
common  law  is  not  an  arbitrary  flat,  but  an  embodiment  of  the  plain 
fact  that  the  actual  loss  caused  by  breach  of  a  contract  is  the  loss  of 
what  the  contractee  would  have  had  if  the  contract  had  been  per- 
formed, less  the  proper  deductions  which  have  been  made  and  are 
not  in  question  here. 

From  this  it  is  clear  to  me,  at  least,  that  the  reason  the 
court  held  that  the  claimant  in  this  case  was  entitled  to  the 
destination  value  was  because  the  market  on  wheat,  in  this  in- 
stance, happened  to  rise  while  this  particular  car  was  in  transit, 
and,  inasmuch  as  the  shipper,  under  the  Cummins  amendment, 
was  entitled  to  a  recovery  of  his  full  actual  loss,  or,  in  other 
words,  an  amount  equal  to  what  he  would  have  recovered  had 
the  car  arrived  at  destination  without  accident,  his  claim  was 
upheld. 

How,  then,  can  we  apply  the  ruling  of  the  Supreme  Court 
in  this  case,  where  a  car  of  grain,  shipped  on  consignment  and 
subject  to  the  price  fluctuation  of  a  grain  exchange  at  destina- 
tion, was  involved,  to  a  consignment  of  groceries,  dry  goods,  or 
other  similar  merchandise  sold  before  shipment  at  an  invoice 
price  that  truly  represents  its  value  and  on  which  there  is  no 
particular  fluctuation  in  price,  and  certainly  no  such  variations 
as  we  find  on  live  stock  and  grain  and  other  similar  commodi- 
ties traded  in  on  open  boards  of  trade  and  public  markets?  And 
if  the  invoice  value  on  which  basis  the  merchandise  was  sold 
to  the  consignee  represents  its  true  value  at  Chicago,  if  that 
was  the  point  at  which  it  was  purchased  and  from  which  it  was 
shipped,  is  there  any  appreciable  difference  between  such  value 
as  it  stands  on  the  shipping  platform  at  Chicago  on  one  day  and 
its  value  as  it  was  unloaded  into  consignee's  place  of  business 
two  or  three  days  later  at  some  outlying  point,  save  the  added 
cost  of  transportation?  And  can  there  be  any  reasonable  argu- 
ment advanced  as  to  why  the  carrier  performing  that  service, 
and  who  unavoidably  destroys  a  part  -of  the  shipment  en  route, 
should  be  required  to  pay  in  settlement  on  any  other  basis  than 
on  that  established  by  the  sale  from  the  shipper  to  the  con- 
signee? 

If  we  are  to  recognize  a  value  on  such  a  consignment  as 
may  accrue  to  it  in  connection  with  its  resale  after  having  been 
handled  through  consignee's  place  of  business,  broken  up  into 
smaller  units,  involving  all  overhead  expense  incidental  to  such 
handling,  together  with  added  profits,  etc.,  which,  in  almost  every 
instance,  would  necessitate  presuming  that  immediate  sale  was 
to  be  made  on  basis  of  current  price  lists  in  effect  at  that  time, 
overlooking  entirely  the  fact  that  in  many  cases  such  articles 
are  carried  for  months  and  months  on  the  shelves  and  perhaps 
sold  at  an  actual  loss  rather  than  a  profit,  then  we  must,  it  seems 
to  me,  in  all  fairness,  give  the  manufacturer,  receiving  shipments 
of  raw  products,  the  same  consideration;  and  on  a  carload  of 
lumber  worth  perhaps  thirty  to  sixty  dollars  a  thousand  feet, 
consigned  to  a  manufacturer  of  high  grade  furniture,  we  would 
have  the  ridiculous  proposition  of  adjusting  a  claim  on  the  basis 
of  the  value  of  this  lumber  after  being  turned  into  dressers,  beds, 
and  similar  articles  at  an  advanced  value  of  possibly  from  five 
hundred  to  seven  hundred  per  cent. 

In  other  words,  if  the  retailer  or  the  wholesaler  is  per- 
mitted to  price  his  inbound  shipments  at  what  he  expects  event- 
ually to  dispose  of  them  for,  then  the  manufacturer  has  the  same 
right,  it  would  appear,  to  price  his  inbound  material  on  the  basis 
of  his  sale  values  after  having  manufactured  the  product.  For 
the  manufacturer's  cost  of  turning  rough  lumber  into  polished 
furniture  is  about  as  consistent  an  item  to  charge  against  the 
carrier  as  the  retailer's  cost  in  handling  his  business  in  connec- 
tion with  an  inbound  shipment  of  merchandise  on  which  he  finds 
it  necessary  to  file  a  claim. 

The  entire  question  of  what  is  the  proper  basis  to  apply 
cannot  be  divorced  from  the  question  of  what  is  the  claimant's 
actual  loss  or  damage;  whether  the  value  is  established  at  point 
of  origin  or  at  point  of  destination  is  immaterial.  The  value  of 
the  property  as  it  stands  while  in  course  of  its  transportation 
from  point  of  origin  to  destination  is  the  controlling  factor,  and 
certainly  this  prohibits  looking  beyond  the  point  of  destination, 
as  set  forth  in  the  contract  or  bill  of  lading,  and  applying  some 
prospective  value  that  may  attach  to  the  property  after  it  has 


been   rehandled,   reconditioned,   resold,   or   manufactured   subse- 
quent to  its  delivery  to  the  consignee  by  the  carrier. 

From  these  remarks  concerning  the  invoice  price  repre- 
senting the  value  of  a  shipment  to  the  consignee,  I  would  not 
be  understood  as  contending  that  an  invoice  price  in  all  cases 
truly  represents  the  value  of  a  shipment.  There  are  many  in- 
stances where  merchandise  is  purchased  months  before  it  is 
shipped.  In  such  cases  values  frequently  rise  or  fall  before  the 
property  is  turned  over  to  the  carrier  for  transportation,  and  it 
is  readily  conceded  that  where  such  a  condition  prevails  the 
actual  value  at  the  time  the  shipment  is  handled  by  the  carrier 
is  the  value  that  represents  the  carrier's  liability. 

Another  class  of  claims  on  which  the  proper  basis  for  set- 
tlement is  many  times  misunderstood,  is  that  involving  a  dam- 
age that  necessitates  repairs  being  made.  This  may  involve 
shipments  of  machinery,  new  furniture,  stoves,  radiators,  auto- 
mobiles, sash  and  doors,  etc.,  and  there  is  a  disposition,  espe- 
cially on  the  part  of  individuals  not  familiar  with  the  customary 
procedure  in  cases  of  this  kind,  to  refuse  such  damaged  prop- 
erty and  immediately  order  a  duplicate  shipment.  There  are, 
of  course,  cases  where  property  is  damaged  to  such  an  extent 
that  repairing  is  practically  impossible,  but  in  the  great  major- 
ity of  cases  repairs  can  be  made  at  a  small  fraction  of  the  cost 
of  the  entire  article,  and  there  is  no  justification  for  a  consignee 
refusing  a  shipment  which  is  not  practically  destroyed  but  which 
can  be  repaired.  The  measure  of  his  loss  or  damage  is  his  actual 
expense  incurred  in  placing  the  property  in  the  same  good  condi- 
tion as  when  shipped.  We  frequently  find  a  refusal  on  the  part 
of  many  receivers  of  freight  that  they  are  limited  in  their  recov- 
ery to  the  list  of  price  of  a  broken  part,  plus  the  postage  or 
express  charges  from  the  factory  to  destination,  which  neces- 
sarily involves  a  considerable  delay,  and  this  is  the  controlling 
feature  in  many  instances  of  their  refusal. 

It  is  true  that  where  the  missing  or  broken  parts  can  be 
obtained  without  undue  delay,  it  is  ordinarily  much  less  expen- 
sive and  more  satisfactory  to  make  repairs  in  this  manner;  but 
where  the  shipment  is  of  a  seasonable  nature  and  a  delay  in 
obtaining  necessary  parts  is  unavoidable,  then  the  expense  of 
having  such  parts  replaced  at  destination  or  repairs  made,  even 
though  the  expense  is  considerably  greater  than  would  be  in- 
curred through  obtaining  additional  parts,  such  additional  ex- 
pense is  justified  and  seldom,  if  ever,  questioned  in  the  settle- 
ment of  the  claim.  I  have  in  mind,  particularly,  extra  parts  of 
machinery  that  are  needed  in  harvesting,  thrashing,  or  some 
similar  seasonable  trade,  which,  if  obtained  from  the  factory  or 
the  supply  house,  would  cost  but  a  few  cents.  They  can,  how- 
ever, be  forged  at  a  blacksmith  shop  or  local  foundry  and  put 
to  immediate  use  at  an  expense  several  times  as  great  as  the 
extra  part  could  be  purchased  for  at  the  factory.  In  cases  of 
this  kind  there  is  no  objection  to  using  the  most  practical  means 
of  making  the  repairs  and  getting  the  machine  into  operation. 

The  same  principle  is  involved  in  connection  with  food 
stuffs  or  wearing  apparel,  oils,  paint,  tobacco,  and  cigars  that 
reach  destination  slightly  damaged.  The  rejection  or  refusal  of 
a  shipment  of  this  kind,  on  account  of  a  slight  damage,  is  not 
justified  nor  reasonable.  The  consignee  is  invariably  in  better 
position  to  handle  a  shipment  of  this  kind,  even  though  damaged, 
than  the  carrier.  In  many  cases  it  is  simply  a  matter  of  cutting 
out  a  small  portion  of  the  contents  of  the  damaged  package, 
and  the  net  loss  involved,  in  most  cases,  where  consignee  ac- 
cepts the  shipment  and  either  reconditions  it  or  cuts  out 
the  damaged  portion,  is  slight,  indeed,  when  compared  with  the 
loss  that  accrues  by  reason  of  rejecting  the  entire  package  or 
shipment  and  throwing  it  back  on  carriers'  hands  for  disposal, 
and  presenting  claim  for  full  value  of  the  rejected  goods. 

This  is  a  factor  of  our  claim  work  that  has  grown  to  enor- 
mous proportions  in  the  last  few  years,  and  there  is  no  ques- 
tion in  the  mind  of  anyone  who  is  familiar  with  the  matter,  but 
that  an  enormous  saving  to  all  concerned  can  be  made  if  the 
consignees  generally  will  accept  shipments  that  are  slightly 
damaged  and  make  an  honest  and  effective  effort  toward  min- 
imizing the  damage.  This,  in  reality,  is  an  obligation  imposed 
upon  them  by  law. 

Still  another  basis  that  is  far  from  being  agreed  to  by  all 
parties  interested  is  the  correct  basis  on  which  'claims  for  dam- 
age, especially,  may  be  filed  in  connection  with  shipments  for- 
warded at  a  declared  valuation  for  the  purpose  of  obtaining  a 
lower  rate.  This  comes  up  especially  in  connection  with  ship- 
ments of  rugs,  which  are  forwarded  at  a  declared  valuation 
considerably  less  than  their  real  value.  Where  such  shipment 
is  damaged  by  hook  holes  or  chaffing,  or  by  oil  or  acid  in  transit, 
the  consignee  is  naturally  restricted  to  an  amount  represented 
by  his  declared  valuation  if  the  property  is  destroyed,  or  if  it 
is  refused  by  consignee  on  account  of  its  damaged  condition; 
but  where  the  consignee  accepts  the  shipment  and  disposes  of 
it  at  a  loss  and  then  files  his  claim  for  the  difference  between 
the  actual  value  and  the  price  he  sells  it  for  in  its  damaged 
condition,  he  is  in  reality  using  a  basis  not  contemplated  in  the 
contract  or  bill  of  lading,  which  is  drawn  on  a  declared  value 
less  than  actual.  ^^_ 

The  rule  applied  by  many  freight  claim  offices  in  cases  such 
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as  this,  is  about  as  followH:  On  a  run  invoiced  at  one  hundred 
dollars,  hut  shipped  on  a  (It-dared  valuation  of  fifty  dollars,  a 
gale  is  made  in  its  damaged  condition  by  consignee  for  seventy- 
flve  dollars,  making  an  actual  loss  to  the  consignees  of  twenty- 
five  dollars,  or  a  damage  of  twenty-five  per  cent.  Applying  thin 
twenty-five  per  cent  damage  to  the  declared  valuation  of  fifty 
dollars  would  «et  an  amount  of  twelve  dollars  and  fifty  cents, 
and  on  Its  face  this  rule  would  seem  to  be  fair  enough.  Cer- 
tainly, whi-ri-  a  shipper  elects  to  take  advantage  of  a  low  rate 
by  making  a  declaration  of  value  much  less  than  the  actual 
value  of  his  property,  and  by  reason  of  which  the  carrier  re- 
ceives compensation  much  lower  than  if  the  shipment  had  moved 
on  the  basis  of  its  true  value,  there  should  be  some  corresponding 
benefit  in  connection  with  a  claim  for  damage,  for  there  is  no 
disputing  the  fact  that  the  hazard  of  handling  shipments  and 
their  value  is  a  factor  taken  into  consideration  in  rate  making. 
Furthermore,  it  seems  to  me,  there  would  be  discrimination  if 
a  shipment,  moving  on  a  declared  valuation  less  than  its  actual 
value,  and  receiving  thereby  a  lower  rate  and  damaged  in  tran- 
sit, was  treated  on  the  same  basis  as  a  similar  shipment  on 
which  the  actual  value  was  declared  and  on  which  a  propor- 
tionately higher  rate  was  assessed. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Plea   of   Privilege   Prima    Facie   Evidence   of   Facts   Alleged: 

(Court    of    Civil    Appeals    of   Texas,    Amarillo.)     A    plea    of 
privilege  is  prima  facie  evidence  of  the  facts  alleged  therein. — 
Payne,  Agent,  vs.  Coleman,  232  S.  W.  Rept.  537. 
Venue  of  Suits  Against  Federal  Agent  Same  as  Against  Carrier: 

The  venue  of  suits  against  the  federal  agent  on  causes  of 
action  arising  out  of  the  operation  of  any  particular  railroad 
by  the  government  is  that  fixed  by  law  for  the  prosecution  of 
such  suits  on  such  causes  of  action  as  if  they  had  arisen  against 
such  carrier,  under  federal  transportation  act  1920,  p.  206. — Ibid. 
Railroad  Held  Not  to  Have  "Transported"  Shipment  so  as  to 

Permit    Venue    to    Be     Laid    in    County    Over    Objection    of 

Other  Carriers: 

Where  shipment  was  made  from  a  point  on  a  certain  rail- 
road and  through  bill  of  lading  issued  in  the  name  of  such  line 
for  transportation  over  several  other  lines,  the  last  of  which 
extended  into  the  county  where  suit  was  brought,  held,  that 
court  erred  in  not  sustaining  a  plea  of  privilege  filed  by  the 
railroads  not  running  through  such  county  nor  having  agents 
or  representatives  therein,  where  the  shipment  in  question  had 
been  taken  by  a  sheriff  before  it  had  ever  been  delivered  to 
the  terminal  carrier,  the  shipment  not  being  "transported"  by 
such  last  carrier  within  the  meaning  of  Rev.  St.  art.  1830,  p.  25. 
—Ibid. 
Petition  Must  Allege  Transportation  by  Terminal  Carrier  Under 

Statute    Permitting    Suit    in    County    in    Which    Last   Carrier 

Might   Be  Sued: 

Where  shipment  originated  on  one  line,  and  through  bill 
of  lading  was  issued  over  several  other  lines,  a  petition  against 
all  of  the  railroads  to  recover  for  loss  of  the  goods,  brought 
in  the  county  to  which  the  last  railroad  alone  ran,  and  which 
alone  had  representatives  or  agents  therein,  must  allege  "trans- 
portation" by  such  last  railroad  in  order  to  bring  the  case  within 
Rev.  St.  art.  1830,  p.  25,  which  would  permit  the  other  roads 
to  be  sued  with  the  last  road  at  a  place  where  they  were  not 
otherwise  suable. — Ibid. 
Plea  of  Privilege  Must  Aver  Allegations  Conferring  Venue  Are 

Fraudulent: 

If  allegations  are  made  which,  if  true,  confer  venue  on  all 
defendants,  it  is  necessary  for  a  plea  of  privilege  to  aver  that 
these  allegations  are  fraudulently  made. — Ibid. 
Allegations  Conferring  Venue   Fraudulent  if  Facts  Were   Known 

Which   Would   Defeat  Venue: 

If  plaintiff,  knowing  facts  which  would  in  law  defeat  venue 
in  county  in  which  action  was  brought,  makes  allegations  which 
would  confer  venue  in  such  county,  such  allegations  are  in  law 
fraudulent. — Ibid. 
Damages  for   Failure  to   Deliver   Message  Announcing   Illness  of 

Wife  Too  Speculative  and  Remote: 

(Supreme  Court  of  Texas.)  Where  plaintiff's  wife  and  step- 
daughter went  away  for  the  summer,  and  the  wife  developed 
blood  poisoning,  necessitating  an  operation  from  which  she  died, 
and  defendant  telegraph  company  did  not  deliver  to  plaintiff 
messages  from  his  stepdaughter  announcing  the  condition  of 
her  mother  and  requesting  money  and  that  plaintiff  come  at 
once,  the  suspense  and  fear  of  plaintiff  after  receiving  a  wire 
announcing  his  wife's  death  was  reflex  suffering  in  anticipation 
of  the  suffering  of  the  wife  and  daughter  too  remote  and  specu- 


lative to  mippoii  actionable  damage  therefor,  as  wan  a  delay 
of  12  hours  in  preparation  of  the  body  of  plaintiff's  wife  for 
burial  claimed  to  have  been  caused  by  the  delay  In  communi- 
cating with  him. — Western  Union  Telegraph  Co.  vs.  Waller,  232 
S.  W.  Rept.  487. 

CARRIAGE   OF    LIVE   STOCK 
Duty  of  Caretakers  to   Care  for   Stock  at   Feed   Stations: 

(Circuit  Court  of  Appeals,  Kighth  Circuit.)  Under  the  pro- 
vision of  twenty-eight  hour  law,  p.  2  (Comp.  St.,  p.  8652),  that 
"animals  so  unloaded  shall  be  properly  fed  and  watered  during 
such  rest  either  by  the  owner  or  person  having  the  custody 
thereof,  or,  In  case  of  his  default  In  so  doing,  then  by  the 
railroad  *  •  *  at  the  reasonable  expense  of  the  owner  or 
person  in  custody  thereof,"  where  the  carrier  furnished  free 
transportation  to  caretakers  for  a  shipment  of  stock,  as  per- 
mitted by  law,  It  is  primarily  their  duty  as  matter  of  law  to 
unload,  care  for,  and  reload  the  stock  at  rest  stations,  and  the 
refusal  of  the  caretakers  to  perform  such  duty  or  to  assist 
therein  is  matter  of  defense  in  an  action  against  the  carrier 
for  loss  of  stock  alleged  to  have  been  due  to  the  improper  and 
unskillful  manner  in  which  the  stock  was  handled  and  reloaded 
by  its  employes,  especially  where  the  bills  of  lading  expressly 
provided  that  it  should  not  be  liable  for  any  loss,  damage  or 
delay  due  to  the  act  or  default  of  the  shipper  or  his  agents.— 
Atchison,  T.  &  S.  F.  Ry.  Co.  vs.  Merchants'  Live  Stock  Co.,  273 
Federal  Rept.  130. 

On  an  issue  as  to  liability  of  a  railroad  company  for  loss 
and  damage  to  stock  in  shipment,  alleged  to  have  been  due  to 
improper  handling  and  delay  in  the  transportation,  evidence  that 
another  shipment  a  month  later  went  through  in  two  days'  less 
time  and  with  much  smaller  loss,  without  showing  the  com- 
parative condition  of  the  cattle,  the  conditions  under  which  the 
shipments  were  made,  or  whether  the  time  made  was  usual  or 
unusual,  held  incompetent,  as  introducing  collateral  and  irrele- 
vant issues. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
CoQyright  by  West  Publishing  Co.) 


Breach    of    Bunkering     Provision     by    Owner    Does    Not    Entitle 

Charterer  to  Cancel: 

(District  Court,  D.,  Maryland.)  Under  the  rule  that  when 
mutual  covenants  go  only  to  a  party,  where  the  breach  may  be 
paid  for  in  damages,  they  cannot  be  pleaded  as  a  condition 
precedent,  the  breach  by  an  owner  of  a  provision  in  a  charter 
party  for  the  transportation  of  a  cargo  of  coal  giving  the  char- 
terer the  right  to  bunker  the  vessel  does  not  authorize  the  char- 
terer to  cancel  the  charter  party,  but  merely  entitles  it  to  re- 
cover damages  for  the  breach  of  that  provision. — Trafikatiedola- 
get  Grangesberg  Oxelosand  vs.  Ainesworth  Coal  &  Iron  Co.,  273 
Fed.  Rept.  215. 
Charterer  Can  Recover  for  Breach  of  Bunkering  Clause  Loss  on 

Coal  and  Expenses  of  Preparing  It  for  Ship: 

A  charterer  can  recover  from  the  vessel  owner,  as  damages 
for  breach  of  the  clause  in  the  charter  party  giving  the  charterer 
the  right  to  bunker  the  vessel,  not  only  the  difference  between 
the  market  price  of  the  coal  which  the  vessel  would  necessarily 
have  had  to  put  in  her  bunkers  for  the  voyage  and  the  market 
price  at  time  of  resale  of  such  coal,  but  also  any  expenses  in 
preparing  the  coal  for  delivery  to  the  ship  which  would  not 
add  to  its  market  value  on  resale. — Ibid. 
Evidence  Held  Not  to  Show  Breach  by  Owner  of  Bunkering 

Agreement: 

On  a  libel  for  cancellation  of  a  charter  party,  in  'which  the 
charterer  filed  a  cross-libel  for  breach  of  the  bunkering  clause 
by  the  owner,  evidence  of  written  communications  and  telephone 
conversations  between  the  agents  of  the  parties  held  to  show 
that,  after  the  vessel  had  been  bunkered  through  a  misunder- 
standing of  the  charter  provisions,  the  owner  offered  to  purchase 
the  bunker  coal  from  the  charterer  or  to  discharge  that  in  the 
vessel's  bunkers,  and  to  take  on  that  of  the  charterer  before  the 
time  for  cancellation  of  the  charter  party,  so  that  there  was  no 
breach  of  the  bunkering  agreement. — Ibid. 
Government  Restrictions  on  Transportation  of  Coal  for  Export 

Held   Not  to   Excuse  Charterer's   Failure  to    Furnish   Cargo: 

(District  Court,  D,  Maryland.)  An  order  of  the  Interstate 
Commerce  Commission  forbidding  transportation  of  coal  for  ex- 
port without  a  special  permit,  made  for  the  purpose  of  insuring 
a  sufficient  supply  for  New  England,  which  cut  down  the  quan- 
tity of  coal  for  export  by  only  one-eighth  and  did  not  prevent 
substantially  the  normal  number  of  vessels  from  being  loaded, 
does  not  excuse  the  charterer's  failure  to  furnish  the  cargo, 
which  was  due  rather  to  the  unprecedented  demand  for  export 
coal  which  caused  the  Commission's  order,  and  which  did  not 
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prevent  other  shippers,  who  had  no  permit  for  transportation, 
from  purchasing  coal  for  their  cargoes  at  the  port. — Hellenic 
Transport  S.  S.  Co.  vs.  Archibald  McNeil  &  Sons  Co.,  Inc.,  273 
Fed.  Rept.  290. 

Government    Prohibition    Excuses    Charterer,   Though    He    Could 
Not   Have    Furnished   Cargo  Anyway: 

The  prohibition  of  the  export  of  coal  by  the  government 
excuses,  under  the  restraint  of  princes  clause,  the  failure  of  a 
charterer  to  furnish  the  cargo  as  required  by  the  charterer,  even 
though  the  charterer  would  have  been  unable  to  furnish  the 
cargo  in  absence  of  such  prohibition. — Ibid. 

Charter   Held  to   Impose  on   Charterer   Risk  of   Delay   in   Getting 
Ship  to   Berth: 

A  provision  in  the  charter  party  that  the  time  for  loading 
was  to  count  from  the  master's  notice  of  readiness  to  load, 
whether  the  steamer  was  in  berth  or  not,  imposes  on  the  char- 
terer, not  on  the  owner,  the  risk  of  delays  in  getting  a  berth. — 
Ibid. 

Interlineation    in    Printed    Charter     Party     Prevails    Over    Incon- 
sistent  Printed    Provision: 

A  typewritten   interlineation  in   the   charter  party  must  be 
given  its  natural  meaning,  even  though  such  a  construction  may 
limit  the  terms  of  some  of  the  printed  clauses  or  be  inconsistent  . 
with  them,  since  the  minds  of  the  parties  were  specially  directed 
to  the  matter  with  which  the  interlineation  dealt. — Ibid. 
Contingency  Provided  Against  by  Charter  Must  Render  Perform- 
ance Practically  Impossible: 

In  order  that  the  contingencies  specified  against  in  the  char- 
ter party  shall  constitute  a  good  defense  to  a  libel  for  the  char- 
terer's failure  to  furnish  the  cargo,  the  charterer's  performance 
must  have  been  thereby  rendered  in  a  practical  sense  impos- 
sible, illegal  or  dangerous,  it  being  insufficient  that  the  happen- 
ing of  one  of  them  adds  materially  to  the  difficulties  and  em- 
barrassment of  the  charterer. — Ibid. 

Restraint  of    Princes,    Excusing    Charterer,    Must    Be    Proximate 
Cause   of    Failure: 

While  the  restraint  of  princes,  which  will  excuse  the  char- 
terer's failure  to  furnish  a  cargo  within  the  terms  of  the  charter 
party,  need  not  have  been  directed  against  the  ship  or  the  goods, 
but  may  have  had  other  objects,  it  must  have  been  the  proxi- 
mate cause  of  the  failure,  as  distinguished  from  the  remote 
cause,  and  if  by  itself  it  could  not  have  prevented  performance 
it  will  not  excuse  non-performance  merely  because,  in  combina- 
tion with  non-excepted  causes,  it  did  so. — Ibid. 
Restraint  in  Getting  Cargo  to  Ship  Excuses  Failure  Only  if  It 
Was  Unobtainable  from  Another  Source: 
The  restraint  of  princes  clause  in  a  charter  party  will  not 
excuse  the  charterer's  failure  to  furnish  a  cargo,  where  the 
restraint  imposed  was  on  the  transportation  of  the  cargo  for 
the  ship  from  the  source  at  which  the  charterer  had  planned 
to  obtain  it,  unless  that  source  was,  by  the  terms  of  the  charter 
or  in  the  contemplation  of  the  parties  at  the  time  it  was  made, 
or  by  the  well-established  course  of  trade,  the  only  source  from 
which  the  charterer  could  have  been  expected  to  get  the  cargo. — 
Ibid. 

Party  Seekiwg  to  Weaken  Binding  Effect  of  Charter  Has  Heavy 
Burden  of  Proof: 

It  is  no  light  matter  to  weaken  the  binding  force  of  mer- 
cantile contracts,  and  the  burden  is  heavily  on  him  who  asks 
that  it  be  done.- — Ibid. 

Order  Restricting  Transportation  of  Cargo  to  Port  Does  Not 
Excuse  Failure  to  Transport  Before  It  Became  Effective: 
(District  Court,  D,  Maryland.)  Where  the  chartered  ship 
reported  herself  to  load  on  June  14,  and  the  loading  should 
have  been  completed  under  the  charter  by  June  22,  the  char- 
terer is  not  excused  for  his  failure  to  furnish  a  cargo  for  the 
ship  by  an  order  of  the  Interstate  Commerce  Commissiom  re- 
stricting transportation  of  coal  for  export,  which  did  not  be- 
come effective  until  June  24,  and  did  n«t  then  apply  to  coal  on 
cars  before  that  date. — Western  Counties  Shipping  Co.,  Ltd.,  vs. 
Archibald  McNeil  &  Sons  Co.,  Inc.  (273  Fed.  Rept.  298). 
Interlined  Provision  Held  to  Make  Charter  Binding,  Notwith- 
standing Refusal  to  Permit  Transportation  to  Port: 
An  interlined  provision  in  a  charter  party  providing  that 
it  was  effective,  whether  permit  for  cargo  granted  or  not  granted, 
prevents  the  charterer  from  defending  against  liability  for  fail- 
ure to  furnish  the  cargo  as  agreed,  on  the  ground  that  an  order 
of  the  Interstate  Commerce  Commission  restricting  transporta- 
tion of  coal  to  the  port  for  export  was  a  restraint  of  princes, 
within  an  exception  in  the  charter  party. — Ibid. 
Charterer  Bound  Regardless  of  Export  Permit  Is  Liable  for 
Failure  Caused  by  Refusal  of  Permit  to  Transport: 
(District  Court,  D,  Maryland.)  Where  an  interlineation  in 
the  charter  party  expressly  bound  the  charterer  to  load  the  ship 
at  the  time  specified,  whether  it  had  government  exporter's 
license  or  not,  the  charterer  is  liable  for  the  damages  resulting 
from  the  failure  to  furnish  the  cargo,  though  such  failure  was 
caused  by  an  order  of  the  Interstate  Commerce  Commission 
restricting  the  transportation  of  coal  by  rail  to  the  port.— Com- 
pagne  Navigazione  Sota  Y  Agnar  vs.  Diamond  Fuel  Co.,  Inc., 
273  Fed.  Rept.  299. 


Order  Giving  Priority  to  Other  Shipments  for  First  30  Per  Cent 
of  Coal   Delivered    Does   Not   Excuse  Charterer: 
(District  Court,  D,  Maryland.)     A  charterer  is  not  excused 
for  failure  to  furnish  a  cargo  of  coal  as  required  by  the  charter 
party,  by  an  order  of  the  Interstate  Commerce  Commission  giv- 
ing priority  to  domestic  shipments  of  coal  in  stated  quantities, 
which  left  70  per  cent  of  the  coal  arriving  at  the  port  of  loading 
free  for  export. — Canute  S.  S.  Co.,  Ltd.,  vs.  Diamond  Fuel  Co., 
Inc.,  273  Fed.  Rept.  301. 

Railroad  Strike,  Which  Only  Partially  Interrupted  Transporta- 
tion, Held  Not  to  Excuse  Charterer's  Delay  in  Furnishing 
Cargo: 

(District  Court,  D,  Maryland.)  A  charter  of  a  vessel  to 
carry  a  cargo  of  coal,  who  was  excused  by  the  charter  party 
from  Demurrage  for  delay  occasioned  by  strikes,  is  liable  for 
delay  in  furnishing  the  cargo  for  the  vessel,  notwithstanding  a 
strike  on  the  railroads  which  were  to  transport  the  coal,  where 
that  strike  was  only  partial,  and  did  not  prevent  the  railroads 
from  hauling  more  coal  to  the  port  than  had  ever  been  done 
before,  so  that  the  delay  was  caused  by  the  unusual  conditions 
in  the  coal  industry,  which  were  known  to  both  parties  at  the 
time  the  charter  party  was  made. — Romney  S.  S.  Co.,  Ltd.,  vs. 
Archibald  McNeil  &  Sons  Co.,  Inc.,  273  Fed.  Rept.  287. 
Shipper  Held  Not  to  Have  Established  Damage  Caused  by  De- 
Fendant's  Refusal  to  Furnish  Ships  Under  Agreement. 
(Circuit  Court  of  Appeals,  Second  Circuit.)  In  a  suit  for 
breach  of  contract  to  furnish  ships  to  transport  plaintiff's  coal 
into  Mexico,  plaintiffs  proved  no  legally  recoverable  damages, 
where  they  did  not  show  that  they  had  bought  any  coal  for 
shipment  into  Mexico,  or  had  sold  coal  there  for  importation 
from  the  United  States,  and,  even  if  they  had  coal  to  ship,  they 
were  bound  to  get  other  tonnage,  and  could  recover  of  the  ship- 
owner only  the  difference  between  the  contract  price  and  the 
price  they  had  paid. — Grimwood  et  al.  vs.  Munson  S.  S.  Line,  273 
Fed.  Rept.  166. 

Contract  to  Furnish  Ship  for  Transporting  Coal  Held  Not  a 
Requirement  Contract: 

A  contract  whereby  shippers  agreed  to  send  all  their  coal 
to  Mexico  by  defendant's  ships,  but  did  not  bind  themselves  to 
ship  any  coal  at  all,  and  their  shipments  were  so  variable  that 
no  reasonable  estimate  of  their  tonnage  requirements  could  be 
made,  does  not  fall  within  the  exception  of  the  general  rule 
that  executory  agreements  must  be  for  ascertained  quantities, 
which  applies  in  case  of  established  business  whose  future 
requirements  may  be  reasonably  estimated. — Ibid. 
Shipowner  Cannot  Attack  Contract  After  Assigning  Another 
Reason  for  Non-performance: 

A  steamship  company,  which  gave  as  the  reason  for  refusing 
to  furnish  ships  for  transportation  of  coal  to  Mexico  the  un- 
settled conditions  in  Mexico,  cannot,  after  suit  for  breach  of 
contract  is  brought  against  it,  defend  on  the  ground  that  the 
contract  was  not  a  requirement  contract,  but  a  wish,  will  or 
want,  contract,  and  therefore  void. — Ibid. 

Previous   Breach   by   Shipper   Is  Waived   by   Assignment  of  An- 
other  Reason  for   Refusal  to   Furnish   Ships: 
A  previous  breach  by  shipper  of  a  contract  to  ship  all  its 
coal   to   Mexico   by   defendant's   steamers   is  waived,   where   de- 
fendant assigned  as  its  sole  reason  for  refusing  to  supply  ships 
to  the  shipper  the  unsettled  conditions  in  Mexico. — Ibid. 
Failure  to  Ship   Any  Coal    Is   Not   Breach   of   Requirement  Con- 
tract: 

A  contract  to  ship  all  the  coal  required  in  plaintiff's  business 
by  defendant's  vessels  is  not  breached  by  the  failure  to  ship 
any  coal,  if  no  shipments  were  needed  in  plaintiff's  business 
and  none  were  shipped  through  other  parties. — Ibid. 


LIABILITY  OF  COMMON  CARRIERS 

"Limitation  of  Common  Carrier's  Liability"  is  the  title  of  a 
new  work  just  published  by  the  Traffic  Law  Service  Corporation 
of  Chicago.  It  treats  of  the  laws  governing  the  settlement  of 
claims  against  common  carriers  for  loss,  damage,  injury  and  de- 
lay to  property  transported  in  interstate  and  foreign  commerce. 
It  covers  all  questions  involving  claims  between  shippers  and 
carriers,  including  the  status  of  carriers'  liability  and  the  valid- 
ity of  limited-liability  clauses  in  bills  of  lading  under,  section  20 
of  the  interstate  commerce  act,  as  developed  by  the  Carmr.ck 
amendment  and  the  Cummins  amendments. 

"The  purpose  of  the  work,"  says  the  preface,  "is  to  staif 
the  present  law  governing  every  proposition  involving  carrier's 
liability  in  interstate  and  foreign  commerce  in  a  manner  that 
is  readily  understandable  in  its  application  to  every-day  prob- 
lems. Toward  the  accomplishment  of  this  object  great  care  has 
been  exercised  in  the  production  of  a  comprehensive  analysis, 
a  lucid  and  authoritative  subject-matter,  with  copious  notes 
and  complete  citation  of  cases,  a  detailed  index,  and  a  complete 
table  of  cases. 

"In  the  production  of  the  manuscript,  the  most  extensive 
and  profound  research  work  was  necessitated  by  reason  of  the 
great  conflict  of  law  encountered  not  only  as  between  the  state 
and  federal  courts,  but  between  the  lower  federal  courts  them- 
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selves.  Added  to  this  difficulty  Is  the  fact  that  the  subject  has 
passed  through  an  evolutionary  period  extending  from  the  pas- 
HHK«'  ot  thr  Cainuiek  amendment,  June  29,  1906,  through  the 
first  Cummins  amendment  of  March  4,  1915,  and  the  second 
Cummins  amendment  of  August  9,  1916;  with  the  result  that 
today  there  Is-  little  substantial  difference  between  the  liability 
of  the  carrier  for  loss,  damage  and  injury  to  property  trans- 
ported in  interstate  and  foreign  commerce,  imposed  by  the 
common  law,  as  administered  in  the  United  States  courts,  and 
i  hat  imposed  by  statute. 

"The  common-law  rule  that  the  carrier  cannot  be  required 
to  transport  goods  to  a  point  beyond  its  own  line  has  been  en- 
tirely abrogated  by  the  Carmack  amendment  to  section  20  of  the 
interstate  commerce  act  so  far  as  shipments  subject  to  that  -ict 
are  concerned.  The  Carmack  amendment  created  only  one  new 
liability—that  of  the  initial  carrier  for  loss  or  damage  caused 
by  a  connecting  carrier. 

"The  clause  in  the  Carmack  amendment  making  the  initial 
carrier  liable  for  loss  or  damage  to  goods  on  its  own  line  or 
the  lines  of  connecting  carriers,  is  declaratory  of  the  common 
law;  the  clause  forbidding  it  by  receipt,  contract,  rule,  or  regula- 
tion to  exempt  itself  from  the  liability  imposed  is  in  derogation 
of  the  common  law.  This  amendment  imposes  the  ordinary 
•common-law  liability'  and  denies  the  common-law  right  to  con- 
tract for  special  exemptions  therefrom,  and  the  word  'caused' 
implies  not  only  the  act  of  misconduct  and  deeds  of  commission, 
but  also  passive  neglect,  deeds  of  omission  and  failure  to  exer- 
cise duties  faithfully. 

"As  interpreted  by  the  United  States  Supreme  Court,  a  lia- 
bility for  some  default  in  its  common-law  duty  as  a  common 
carrier,  and  not  liability  as  an  absolute  insurer,  is  what  is  im- 
posed by  the  Carmack  amendment,  making  the  initial  carrier 
liable  to  the  holder  of  the  bill  of  lading  for  'any  loss,  damage 
or  injury  to  such  property  caused  by  it'  or  by  any  connecting 
carrier  to  whom  the  property  may  be  delivered. 

"Prior  to  the  enactment  of  the  Carmack  amendment  of 
June  29,  1906,  the  entire  subject  of  carrier's  liability  was  gov- 
erned by  the  statutes  of  the  several,  states,  and  the  common 
law  as  administered  in  the  state  courts,  which  necessarily 
varied  in  accordance  with  the  laws  of  the  several  sovereign 
states.  The  United  States  Supreme  Court  has  held  that  the 
Intent  of  Congress  to  take  possession  of  the  subject  of  the  lia- 
bility of  the  carrier  under  contracts  for  interstate  shipment,  and 
to  supersede  all  state  regulations  with  respect  to  that  subject,  so 
clearly  appears  from  the  Carmack  amendment  as  to  invalidate, 
as  applied  to  interstate  shipments,  the  provisions  of  any  state 
law  nullifying  a  contract  limiting  the  liability  of  the  carrier  for 
loss  or  damage  to  the  agreed  or  declared  value;  that  the  pro- 
visions of  the  Carmack  amendment  relating  to  the  limitation 
of  liability  manifests  the  purpose  of  Congress  to  bring  contracts 
for  interstate  shipments  under  one  uniform  rule  of  law,  and, 
therefore,  withdraws  them  from  the  influence  of  state  regula- 


tion; that  the  federal  power  under  section  20  of  the  act  Is  ex- 
clusive and  supreme  and  supersedes  all  state  regulations  upon 
the  same  subject. 

"Therefore,  Inasmuch  as  every  case  involving  the  loss,  dam- 
age, or  injury  to  property  transported  In  interstate  and  foreign 
commerce  arises  under  sect  ion  20  of  the  interstate  commerce 
act  and  presents  a  federal  question,  the  decisions  of  state  courts 
no  longer  possess  controlling  efficacy  and  the  law  on  the  subject 
is  to  be  found  in  the  decisions  of  the  United  States  Supreme 
Court  administering  the  common  law  on  the  subject  as  modified 
by  the  statute  in  question.  As  stated  by  the  United  States 
Supreme  Court,  'the  rule  of  the  common  law  is  not  an  arbitrary 
flat,  but  an  embodiment  of  the  plain  fact  that  the  actual  loss 
caused  by  the  breach  of  a  contract  is  the  loss  of  what  the 
contractee  would  have  had  if  the  contract  had  been  performed1, 
less  the  proper  deductions.'  Therefore,  each  case  must  be  con- 
sidered upon  its  merits  and  the  importance  of  ascertaining  the 
exclusive  holding  of  the  United  States  courts  upon  the  particular 
proposition  of  law  is  too  apparent  to  require  further  elucidation. 

"All  legal  works  heretofore  published  on  the  subject  of  the 
rights  and  liabilities  of  shippers  and  carriers  have  been  rendered 
obsolete,  as  far  as  interstate  and  foreign  commerce  is  concerned, 
by  the  interpretation  and  construction  of  section  20  of  the  inter- 
state commerce  act  by  the  United  States  Supreme  Court.  Of 
course,  intrastate  traffic  remains  controlled  by  the  laws  of  the 
several  sates. 

"In  analyzing  the  law  on  this  subject  a  great  many  United 
States  Supreme  Court  decisions  which  apparently  decide  a  given 
proposition  of  law  prove  worthless  when  the  fact  is  developed 
that  the  cause  of  action  arose  prior  to  certain  congressional 
action.  This  is  especially  true  with  reference  to  bills-of-lading 
provisions  governing  the  notice  of  and  filing  of  claims  with 
carriers.  Special  attention,  therefore,  must  be  given  to  the  date 
upon  which  a  case  is  decided  in  considering  its  governing  ap- 
plication to  a  particular  proposition  of  law,  inasmuch  as  many 
cases  have  no  controlling  efficacy  as  precedents  under  the  inter- 
state commerce  act  in  its  present  state. 

"In  this  work  is  treated  fully  the  many  leading  decisions  of 
the  United  States  Supreme  Court  governing  this  subject,  in- 
cluding the  following  controlling  cases:  McCaull-Dinsmore  Com- 
pany, Primrose,  Lockwood,  Hart,  Piper,  Riverside  Mills,  Cron- 
inger,  Dettlebach,  Prescott,  Starbird,  Olivit  Bros.,  Carl,  Harri- 
man  Bros.,  Blish  Milling  Company,  Burke,  Pierce  Company, 
Rankin,  Robinson,  Ward,  Leatherwood,  Cramer,  Sealy,  Neiman- 
Marcus  Company,  Hooker,  Reid,  Collins  Produce  Company,  etc. 

"In  this  work  all  captions  and  sub-captions  are  stated  in 
technical  language,  and  each  proposition  of  law  should  be  read 
with  particular  reference  to  the  heading.  It  is  also  suggested 
that  the  authority  citations  and  notes  appended  to  each  propo- 
sition be  thoroughly  considered,  inasmuch  as  they  contain  val- 
uable explanatory  statements  and  guiding  information." 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


DON'T  ROCK  THE  BOAT 

Editor  The  Traffic  World: 

The  severe  criticism  of  the  Interstate  Commerce  Commis- 
sion, indulged  in  by  people  whose  chief  object  is  a  general  re- 
duction in  freight  and  express  rates,  just  at  this  time  is  ill- 
timed  and  ill-advised. 

Transportation  business,  the  same  as  every  other  business, 
all  over  the  country  is  in  an  abnormal  state. 

The  Interstate  Commerce  Commission  is  capable  of  adjust- 
ing rates  when  the  circumstances  and  conditions  surrounding 
the  rate  warrants  a  change,  and  this  it  is  doing  daily. 

Let  everybody  keep  calm  and  level-headed  and  do  the  best 
under  the  conditions  and  after  a  while  we  will  get  back  to  nor- 
mal conditions.  Don't  rock  the  boat! 

Herman  J.  Miller. 

Supervisor,  American  Railway  Express  Co. 
Boston,  Mass.,  Aug.  24,  1921. 


TIME  TO  REDUCE  FREIGHT  RATES 

Editor  The  Traffic  World: 

We  read  many  articles  on  "What  is  the  matter  with  the 
railroads,"  but  few  offer  any  remedy  or  "the  way  out." 

Railroad  business  is  the  selling  of  a  perishable  commodity 
that  cannot  be  stored  but  must  be  used  at  once.  It  has  been 


demonstrated  time  and  again  that  there  is  a  market  for  nearly 
all  commodities,  even  transportation,  if  a  reasonable  price  is 
asked. 

Many  articles  have  reached  pre-war  prices,  but  freight  rates 
are  still  prohibitive  in  many  cases. 
Class  rates  in  New  England: 

First  Class  1913     1921    Increase 

10    miles     7c    38Vfec      450% 

20   miles    7c    42    c     500% 

50   miles    15c    54%o      263% 

Terminal  charges,  switching,  and  demurrage  have  doubled. 
New.  England  manufacturers  had  for  twenty  years  commod- 
ity rate  6  cents — present  rate  35  cents — an  increase  of  483  per 
cent.     Yet  the  eastern  roads  need  millions  to  meet  the  deficit. 
Motor  trucks  are  doing  between  two  and  three  million  dol- 
lars  of   transportation   that  was   formerly   handled   by  the   rail- 
roads. 

Trolley  freight  lines  have  increased  their  tonnage  ten  feld. 
The  railroads  have  lost  nine-tenths  of  the  local  tonnage. 

1st  Class  3rd  Class 

Boston  and  Worcester  rates — Rail 52Hc          35c 

Boston  and  Worcester  rates— Trolley,     i 

22    c          12c 
Trolley  rates  for  first  class  are  41.9  per  cent  lower  and  the 

third  class  34  per  cent  lower  than  the  rail  rates. 

A  remedy  to  apply  at  once  is  to  reduce  the  rail  rates  to 

meet  the  trolley  and  motor  truck  rates. 
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Manufacturers  cannot  live  without  the  railroads  and  the 
roads  have  demonstrated  they  cannot  exist  without  the  tonnage. 
Manufacturers,  I  believe,  are  far-sighted  enough  to  be  loyal  to 
the  railroads  and  will  return  the  tonnage  at  once  if  the  rates 

3.1*6    GQUftl 

Motor  truck  lines  are  uncertain  while  the  railroads  are  the 
very  veins  of  industry. 

Shippers  plead  for  the  re-establishment  of  the  commodity 
rates  -and  service.  The  writer  goes  a  point  further  and  recom- 
mends the  reinstatement  of  rates  that  will  move  the  commodi- 
ties the  country  over.  Allow  the  roads  to  make  a  rate  that  will 
fit  the  commodity.  Try  it  at  least  for  a  limited  time  on  bulk 
raw  materials  and  tonnage  will  increase.  Business  once  started 
would  keep  moving. 

WHAT  DO  YOU  SAY,  SHIPPERS?  Would  you  return  the 
tonnage  formerly  given  the  railroads  on  an  equal  rate  basis  and 
help  them  come  back?  R  p  ^^ 

Traffic  Manager,  Norton  Company. 
Worcester,  Mass.,  Aug.  24,  3921. 


Personal  Notes 


WHY  A  MERCHANT  MARINE? 

Editor  The  Traffic  World: 

In  your  magazine  of  July  23  in  which  you  suggest  that  sub- 
scribers give  their  opinions  in  regard  to  your  article,  "Why  a 
Merchant  Marine?"  beg  leave  to  state  that  I  feel  that  the  United 
States  government  surely  can  operate  a  merchant  marm 
as  any  private  corporation  such  as  the  Cunard  Line,  White  Star 
Line  or  any  of  those,  and  operate  same  at  a  profit.  Of  course, 
whether  the  government  or  a  private  corporation  operates  ocean 
going  steamers,  they  must  be  operated  on  a  business  basis.  The 
profit  must  be  recorded  and  also  the  loss. 

I  notice  on  Page  162  of  the  same  issue  an  article  under  t 
heading   "Shipping  Board  Finance  Muddle,"  and,  as  we  read  this 
article,  it  surely  is  a  muddle  and  I  fail  to  see  how  any  business 
enterprises,  whether  it  be  a  steamship  corporation  or  a  little  side 
street  store,  could  be  run  at  a  profit  under  such  conditions. 

I  also  note  in  that  article  where  one  can  charter  a  boat 
from  the  Shipping  Board  and  it  receives  5  per  cent  of  the  amount 
received  for  the  cargo.  This  is  absolutely  wrong  in  my  opinion. 
I  feel  that  the  Shipping  Board  should  have  a  specific  amount  and 
charge  that  amount  to  any  individual  or  corporation  that  might 
want  to  charter  the  boat.  If  the  steamer  were  to  leave  a  given 
port  not  loaded  to  its  full  capacity,  the  government  would  not 
in  any  way  be  at  loss  but  the  one  who  chartered  the  boat  would 
be  the  loser. 

If  the  large  companies  mentioned  in  the  beginning  of  this 
letter  could  have  operated  at  a  profit,  I  feel  that  is  one  good 
reason  why,  if  the  Shipping  Board  was  handled  by  practical  men 
in  a  good  sound,  business-like  way,  the  government  would  reap 
the  benefits  which  I  feel  will  be  reaped  by  private  corporations 
The  Shipping  Board  should  not  be  controlled  by  any  polit 
interests.  Men  who  have  proved  themselves  of  first  class,  busi- 
ness-like material,  regardless  of  their  political  affiliations,  are 
the  ones  who  should  be  selected  to  operate  this  particular  end 
of  the  government's  business. 

John  J.   Scanlon, 
Hardman,  Peck  &  Co. 

New  York,  N.  Y.,  Aug.  24,  1921. 


YIELD  OF  TRANSPORTATION  TAX 

The    Traffic    World    Washington   Bureau 

The  tax  on  transportations  of  freight  yielded  $9,233,267.33 
more  in  the  fiscal  year  ending  June  30,  1921,  than  in  the  preced- 
ing year,  according  to  a  report  on  internal-revenue  receipts  madi 
public  by  the  Bureau  of  Internal  Revenue  of  the  Treasury  De- 
partment, August  29.  The  total  collected  on  freight  shipments 
in  the  fiscal  year  1921  was  $140,019,077.90,  as  compared  with 
$130,785,810.57  in  the  preceding  fiscal  year.  The  increase,  no 
doubt,  was  caused  by  the  increased  rates,  which  became  effective 
August  26,  1920,  and  the  heavy  volume  of  traffic  in  the  early  fall 
of  1920. 

There  was  a  decrease  of  $503,702.11  in  the  revenue  from  the 
tax  on  express  shipments,  the  total  in  1921  being  $17,093,935.58 
as  compared  with  $17,597,637.69  in  the  preceding  fiscal  year. 
There  was  also  a  decrease  of  $1,304,739.33  in  the  collections  on 
the  transportation  of  persons,  the  total  receipts  for  1921  being 
$97,481,896.46  as  compared  with  $98,786,635.79  in  the  preceding 

The  tax  on  seats,  berths  and  staterooms  yielded  $8,485,014.75 
in  1921  as  against  $6,074,556.43  in  1920,  an  increase  of  $2,410,- 
458.32. 

Transportation  of  oil  by  pipe  lines  yielded  $9,989,873.62  in 
taxes  in  1921  as  compared  with  $8,426,405.68  in  1920,  an  increase 
of  $1,563,467.94. 

The  taxes  on  telegraph,  telephone  and  radio  messages 
amounted  to  $27,360,223.33  in  1921  as  against  $26,631,837.20  in 
1920,  an  increase  of  $728,386.13. 


The  Louisville  &  Nashville  Railroad  has  announced  the  fol- 
lowing appointments:  C.  A.  Swope,  general  eastern  freight 
agent,  New  York  City;  E.  L.  Blandford,  commercial  agent,  New 
York  City;  J.  A.  Hosty  Jr.,  traveling  freight  agent,  Pittsburgh; 
and  J.  W.  Youell,  freight  service  agent,  Cincinnati. 

-  M.  Lawrence  Wilson,  for  the  last  three  years  freight  claim 
adjuster  for  the  Akron,  Canton  &  Youngstown  Railway,  at 
Akron,  O.,  has  resigned  in  order  to  enter  business  at  Baltimore, 
Md. 

Ross  E.  McGrath  has  been  appointed  commercial  agent  for 
the  Louisiana  &  Arkansas  Railway  at  Kansas  City,  succeeding 
L.  W.  Gent,  who  resigned. 

C.  H.  Pearson  has  been  appointed  a  member  of  the  Southern 
Freight  Rate  Committee.     He  is  succeeded  as  assistant  general 
freight  agent  for  the  Southern   Railway  System   by  F.  E.  God- 
frey.    C.  D.  Thomas  has  been  appointed  assistant  general  freight 
agent  for  the  same  road  at  Cincinnati. 

T.  V.  Bush,  formerly  general  traffic  manager  for  the  Raleigh 
Coal  &  Coke  Company  at  Cincinnati,  has  resigned  to  accept  the 
position  of  coal  service  agent  for  the  C.  &  O.  Railway.  The 
Cincinnati  traffic  department  of  the  coal  and  coke  company  h;is 
been  transferred  to  Raleigh,  W.  Va. 

W.  F.  Coyne,  formerly  in  the  freight  traffic  department  of 
the  New  York  Central,  has  resigned  to  become  connected  with 
the  Midwest  Freight  Traffic  Service  Bureau,  Inc.,  of  Chicago. 

T.  S.  Davant,  Jr.,  has  been  appointed  soliciting  freight  agent 
for  the  Winston-Salem  Southbound  Railway  at  Winston-Salem, 
N.  C. 

Omar  E.  Anthony,  traffic  manager  for  M.  A.  Hanna  &  Co. 
of  Cleveland  since  1916,  died  at  his  home  in  that  city,  August 
20.  He  was  formerly  connected  with  the  C.  H.  &  D.,  the  P.  & 
L.  E.  and  the  L.  S.  &  M.  S.  railroads. 

The  Chesapeake  &'Ohio  Railway  Company  announces  that 
O.  E.  Lowry  is  appointed  assistant  general  freight  agent  in 
charge  of  tariff  bureau,  at  Richmond,  Va.  P.  J.  Tierney  is  ap- 
pointed assistant  to  general  freight  agent  at  Richmond,  Va. 
H.  S.  Smith,  assistant  general  freight  agent  in  charge  of  tariff 
bureau,  is  appointed  coal  freight  agent  in  charge  of  all  coal  and 
coke  traffic,  with  office  at  Richmond.  F.  H.  Cummings,  coal 
service  agent,  is  appointed  assistant  coal  freight  agent,  in  charge 
of  westbound  coal  and  coke  traffic,  with  office  at  Cincinnati. 

The  Transportation  Club  of  Tulsa  entertained  the  Kansas 
City  Traveling  Freight  Agents'  Association  as  its  guest  August 
25  and  26.  The  two  days  were  spent  in  inspecting  the  indus- 
tries in  and  about  Tulsa  and  in  visiting  places  of  interest.  The 
two  organizations  met  in  a  baseball  game  on  the  afternoon  of 
the  second  day,  in  which  the  Tulsa  club  members  were  the  vic- 
tors by  a  score  of  16  to  11.  The  natives  also  won  most  of  the 
track  events  on  that  day. 

D.  B.  Carson  of  Nashville,  Tenn.,  for  a  number  of  years  gen- 
eral manager  of  the  Nashville,  Chattanooga  &  St.  Louis  Railway, 
has   been  recommended   by   Secretary  Hoover  for  chief  of  the 
Bureau  of  Navigation,  to  succeed  E.   T.   Chamberlain,  who  has 
been  in  charge  of  the  bureau  for  more  than  25  years.    Mr.  Cham- 
berlain has  been  transferred  to  the  Bureau  of  Foreign  and  Do- 
mestic Commerce.     Mr.  Carson  assumed  his  duties  August  27  as 
acting   Commissioner  of  Navigation,   owing  to   the   fact  that  i 
is  a  presidential   appointment  and   this   can  not  be  made  until 
the  Senate  convenes  in  September. 


PAYMENTS  TO    RAILROADS 

The  United  Stales  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts: 

New  York    Chicago  &  St.  Louis  Railroad  Co.,   $3,000.000;   CaroIIm 
&    Northeastern    Railroad    Co.,    $15,000;    Meridian    Terminal    Compan 
$701.50;    Sussex   Railroad  Company   $26,000:    Lackawanna    &    Montra 
Railroad  Co.,  $4,000;  Joliet  Union  Depot  Company  $2,306.60;  Manistique 
&  Lake  Superior  Railroad  Co.,  $50,000. 

The  Ann  Arbor  Railroad  Company  paid  the  Railroad  Admin- 
istration $600,000. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  ad- 
ministration during  the  twenty-six  months  of  federal  control. 

The  Commission  has  issued  partial  payment  certificates  i 
favor  of  the  Trinity  &  Brazos  Valley  for  $35,000,  and  the  T 
minal  Railroad  Association  of  St.  Louis  for  $65,000. 

The  Treasury  Department  has  announced  the  following 
additional  partial  payments  on  the  guaranty  to  railroads: 

Memphis,    Dallas   &   Gulf  Railroad   Co.    (Receiver)    $6.000;    Detroit 
Bay   City   &   Western   Railroad   Co.,    $4,500;    Mineral   Point   &   Nort 
ern  Railway  Co.,   $50.000;  Terminal  Railroad  Association  of  St.  J 
$65,000;    Trinity    &    Brazos    Valley    Railway    Co.    (Receiver).    I 
Detroit    and    Mackinac    Rajlway    Company,    $5,000. 
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AGRICULTURAL  INQUIRY  PLANS 

The    Traffic    World    Washington   Bureau 

A  plan,  and  considerable  of  the  personnel  needed  to  carry 
it  forward,  has  been  inriiancl  liy  l><>n;il<l  I).  Conn,  chief  of  the 
liaiisporiiitiun  division  oi  the  Joint  Commission  of  Agricultural 
Inquiry  ol  ( 'mim  ess,  of  which  Representative  Sydney  Anderson, 
cil  Minnesota,  is  chairman,  to  cover  the  transportation  phase  of 
I  lie  inquiry  that  con, mission  is  making.  Conn's  aim  is  to  ascer- 
tain the  pertinent  facts  which  will  show  or  tend  to  show  the 
weight  of  the  transportation  factor  in  the  whole  cost  of  market- 
ing products  of  the  farm,  and  the  relative  importance  of  that 
factor  by  comparing  it  with  the  price  the  farmer  has  to  pay 
the  commission  merchant  and  the  retailer  for  their  services  in 
passing  the  products  of  the  farm  on  to  the  ultimate  consumer. 

Thus  far  Conn  has  succeeded  in  obtaining  the  consent  of 
well  informed  men  to  serve  as  members  of  committees  to  seek 
the  facts  which  will  enable  the  transportation  division  to  make 
recommendations  to  the  joint  commission.  His  idea  is  that  it 
would  be  a  waste  of  time  for  the  commission  to  send  for  wit- 
nesses to  testify  generally,  as  is  usually  done  by  a  congressional 
committee  when  it  has  an  idea  that  there  is  information,  which, 
if  placed  before  Congress,  would  enable  that  body  to  legislate 
for  the  correction  of  ascertained  evils. 

In  this  inquiry,  to  ascertain  what  is  the  matter  with  the 
agricultural  industry,  one  duty  laid  upon  the  commission  is  to 
find  out  the  relative  value  of  the  dollar  of  the  farmer,  of  the 
railroad  and  the  railroad  employee;  that  is,  as  to  how  much  the 
dollar  can  buy  in  comparison  with  some  other  date,  and  if  there 
is  a  disproportion  to  find  out  why  it  exists  and  the  causes  of 
the  disproportion. 

Ascertainment  of  the  relative  values  of  the  dollar  of  the 
farmer,  the  railroad  employee  and  the  railroad  will  involve  the 
ascertainment  of  the  farm  price,  the  commission  merchant  price 
and  the  retail  price  of  farm  products.  The  bureau  of  markets  of 
the  department  of  agriculture  is  at  work  on  that  phase  of  the 
subject.  Its  agents  began  taking  data  on  wholesale  and  retail 
prices  in  a  number  of  cities,  August  30,  with  a  view  to  compiling 
tables  that  will  be  used  by  the  transportation  division  in  making 
up  a  set  of  findings  for  the  commission  to  make  to  Congress. 

This  inquiry,  so  far  as  the  transportation  end  is  involved, 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANI 
«nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  th. 
men  and  the  positions  In  touch  with  each  other.  The  rates  to 
classified  advertisements  ars  as  follows:  First  Insertion,  $1.00  pe 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  BOc;  1' 
words  to  the  line;  numbers  and  abbreviations  counted  as  words 
(  point  type;  payable  in  advance.  Answers  to  keyed  advertisement" 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb» 
TRAFFIC  WORLD,  418  South  Market  Street.  Chicago,  111. 

POSITION  WANTED— LaSalle  Extension  University  graduate, 
three  years'  experience  in  railroad  office,  employed  at  present,  desires 
good  position  in  traffic  department  where  skilled  brains  are  required. 
Let  me  convince  you.  Address  J.  K.  L.,  Traffic  World,  Chicago. 
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D  A  rt  rkDTalT'D  •"•ADC  cause  the  loss  of  many  hard 
DAlf  UKLIHK  l//%Ka  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

mfVT/->n   f\wf  Ttvwvc?    w  ncc    can   be  saved  by  the   use  of 
WlUCtl   if  I1     11113   LiU99    Kennedy  Car  Liners.     These 
car  liners  practically  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

of  car  liners  prevent  leakage 
in    transit    and    afford    sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 

Kennedy    Car    Liners    for   all    cases    of    bad 
order     cars,     consisting     of     full     Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

UVII  w  VfklT  Mfvr  sive  us  an  opportunity  to  submit 
wwlljlj  XUU  NU1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &.  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarder* 
General  Office*:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drexel  Bldg..  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,  Portland  Ore. 

Ellicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco     Alaska  Bldg..  Seattle  Wrili  the  Near  fsl  Offia 
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will  not  be  of  the  usual  congressional  type.  Conn,  the  transpor- 
tation division  chief,  will  gather  material  upon  which  recom- 
mendations will  be  founded.  Shippers  and  carriers  are  expected 
to  agree  upon  many  facts  so  there  will  be  no  need  of  testimony 
except  where  agreement  is  impossible.  Only  on  disputed  points 
will  the  commission  be  expected  to  take  testimony.  The  object 
is  to  avoid,  Chairman  Conn  said,  the  making  of  a  long  record 
which  would  not  be  read,  and  the  digesting  of  which,  so  as  to 
make  it  of  value  to  the  committee  that  heard  the  testimony  in 
itself  would  be  a  task  of  the  first  magnitude. 

The  plan  of  the  commission,  which  necessarily  also  covers 
the  transportation  phase,  as  outlined  by  Mr.  Conn,  is  as  follows: 

The  products  which  this  investigation  will  seek  to  cover  are 
enumerated  as  follows:  (1)  grain  and  grain  products;  (2)  live  stock; 
(3)  wool;  (4)  cotton;  (5)  fruits;  (6)  vegetables;  (7)  butter,  cheese, 
eggs  and  poultry,  as  representatives  of  products  of  the  agriculturalist. 
A  survey  will  be  made  upon  the  following  list  of  commodities  as 
representative  of  the  essentials  which  the  agriculturalist  utilizes:  (1) 
agricultural  implements  of  various  kinds;  (2)  flour;  (3)  fertilizer;  (4) 
steel;  (5)  shoes  and  clothing;  (6)  groceries;  (7)  lumber  and  wood 
products. 

The  work  is  divided  into  two  phases,  the  first  being  the  collection 
of  facts  and  fundamental  information  through  the  aid  of  question- 
naires, and  second,  the  correlation  of  these  facts  by  joint  conferences 
of  carriers  and  shippers.  The  ultimate  purpose  is  to  seek  an  agree- 
ment as  to  fundamental  principles  and  facts  portraying  the  exact 
relationship  of  transportation  cost  to  the  successful  marketing  of  farm 
products  and  to  the  price  paid  for  such  products  by  the  ultimate  con- 
sumer. It  is  hoped  that  by  conducting  the  investigation  in  this  man- 
ner that  a  sound  basis  for  recommendations  may  be  arrived  at  which 
can  receive  the  general  support  of  the  railroads  and  shippers  alike. 

The  executive  traffic  committee  appointed  by  the  carriers  who  are 
dealing  on  this  problem  are,  first,  eastern  district,  Mr.  Fort,  vice- 
president  of  the  Boston  &  Maine;  Mr.  Powell,  vice-president  of  the 
Erie  Railroad;  Mr.  Fries,  vice-president  of  the  Baltimore  &  Ohio;  Mr. 
Wright,  general  traffic  manager  of  the  Pennsylvania  System.  Western 
district,  Mr.  Chambers,  vice-president  of  the  Santa  Fe;  Mr.  Wood- 
worth,  vice-president  of  the  Northern  Pacific:  Mr.  Adams,  vice-presi- 
dent of  the  Union  Pacific,  who  also  is  acting  as  general  chairman. 
Southern  district,  Mr.  Bowes,  vice-president  of  the  Illinois  Central:  Mr. 
Capps,  vice-president  of  the  Atlantic  Coast  Line;  and  Mr.  Edwards, 
vice-president  of  the  Atlanta  Birmingham  &  Atlantic.  These  gentle- 
men form  a  general  committee  through  which  the  questionnaires  are 
submitted  and  with  whom  the  joint  conferences  with  shippers  are  to 
be  held. 

The  same  principle  is  being  applied  to  organizations  of  shippers; 
for  instance,  a  general  committee  has  been  formed  representing  the 
products  of  the  soil  with  the  exception  of  cotton,  fruit  and  wool,  which 
is  comprised  of  one  representative  from  the  American  Farm  Bureau 
Federation,  one  representative  from  the  United  States  Grain  Growers, 
Inc.,  and  one  representative  from  the  National  Grange  and  one  from 
the  National  Live  Stock  Association.  O.  B.  Hutchins,  general  traffic 
manager  of  the  American  Farm  Bureau  Federation,  is  chairman  of 
this  committee.  The  same  procedure  is  followed  for  fruits,  and  all 
the  other  commodities,  upon  which  committees  have  either  been 
established  or  are  in  the  process  of  organization. 

It  is  hoped  that  fundamental  facts  and  information  may  be  ob- 
tained and  put  in  shape  for  analysis  by  October  1,  and  a  month  to 
six  weeks  will  thereafter  be  given  to  joint  conferences  between  the 
shippers  and  the  carriers  in  an  effort  to  iron  out  any  differences  or 
inconsistencies  which  may  appear  in  the  presentations  of  each  inter- 
ested committee  or  organization. 

Through  this  method  of  procedure  it  is  hoped  to  sift  out  all  of  the 
pertinent  facts  which  wjll  tend  to  show  the  exact  part  which  trans- 
portation plays  today  and  has  in  the  past  in  the  marketing  of  the 
farmers'  products  and  in  the  price  which  the  farmer  must  pay  for  his 
necessities.  This  procedure  necessarily  involves  a  study  of  farm 
prices,  wholesale  prices  and  retail  prices  and  the  transportation 
division  has  already  secured  much  valuable  data  covering  these  phases 
of  distribution. 

In  addition  to  committees  already  mentioned  there  has  been 
appointed: 

A  committee  of  six  representing  live  stock  exchanges,  as  follows: 
Walter  A.  Williams,  chairman,  South  St.  Paul  Live  Stock  Exchange; 
E.  M.  Hughes,  secretary,  Chicago  Live  Stock  Exchange;  E.  W.  Houx, 
president,  Kansas  City  Live  Stock  Exchange;  A.  F.  Stryker,  secretary, 
Omaha  Live  Stock  Exchange;  A.  G.  Prey,  president,  Denver  Exchange, 
and  George  Shannon,  Jersey  City  Live  Stock  Exchange. 

A  lumber  committee,  composed  of  A.  G.  T.  Moore,  traffic  manager, 
Southern  Pine  Association.  New  Orleans:  H.  N.  Proebstel,  traffic  man- 
ager, West  Coast  Lumbermen's  Association,  Seattle,  and  R.  J.  Knolt, 
traffic  manager,  Western  Pine  Manufacturing  Association,  Portland, 
Ore.  No  chairman  has  as  yet  been  selected  for  that  committee. 

A  general  committee  has  been  selected  on  all  fruits  and  vegetables, 
representing  producers  and  consumers,  of  which  R.  Gumming,  secre- 
tary, American  Fruit  and  Vegetable  Shippers'  Association,  is  chair- 
man. Also  a  committee  representing  the  commission  merchants 
throughout  the  United  States,  of  which  R.  A.  Phillips,  of  Rochester, 
is  the  only  member  thus  far  selected. 


On  August  3,  1921,  the  Commission  in  conference  for  deliberation  voted 
on  the  case,  there  being  present  seven  members  of  the  Commission 
^fS.1J°ws:  (1^  Mr-  Chairman  Clark;  (2)  Mr.  Commissioner  McChord; 
(3)  Mr.  Commissioner  Meyer;  (4)  Mr.  Commissioner  Hall;  (5)  Mr 
Commissioner  Eastman;  (6)  Mr.  Commissioner  Esch;  (7)  Mr.  Com- 
missioner Campbell. 

Five  members  of  the  Commission  out  of  eleven  members  of  the 
Commission  voted  adverse  to  the  contentions  of  interveners  as  follows- 
(1)  Mr.  Chairman  Clark;  (2)  Mr.  Commissioner  McChord;  (3)  Mr' 
Commissioner  Meyer;  (4)  Mr.  Commissioner  Hall;  (5)  Mr  Commis- 
sioner Esch. 

^   The  following  members  of  the  Commission  voted  in  the  negative- 
(1)  Mr.  Commissioner  Eastman;  (2)  Mr.  Commissioner  Campbell 

There  were  absent  from  the  deliberations  of  the  Commission  on 
August  3,  1921,  the  following:  (1)  Mr.  Commissioner  Potter;  (2)  Mr 
Commissioner  Daniels;  (3)  Mr.  Commissioner  Aitchison;  (4)  Mr  Com- 
missioner Lewis. 

The  opinion  of  the  Commission  is  reported  in  G3  I  C  C  220 
and  was  made  public  Thursday.  August  25. 

This  case  involves  two  vital  questions: 

(1;  Power  of  the  Interstate  Commerce  Commission  to  increase  the 
rates  on  electric  street  passenger  lines  purely  intrastate;  and 

m  Power  of  the  Commission  to  decide  a  case  without  evidence  in 
a  collusive  suit  between  complainant,  William  Wylie  Beall,  and  de- 
fendant. Wheeling  Traction  Company 


This  ease  involves  most  important  issues  as  between  the  exerci 
of  national  power  and  state  power  and  as  to  whether  the   Interstate 
Commerce  Commission   is  to  assume  jurisdiction  over  electric  street 

*  lines. 


IP 


WHEELING  TRACTION  CO.  CASE 

The   Traffic    World    Washington   Bureau 

A  rehearing  for  the  purpose  of  reargument  in  the  William 
Wylie  Beall  case  (63  I.  C.  C.,  220— See  Traffic  World  August  27, 
p.  397)  involving  the  jurisdiction  of  the  Commission  over  the 
fares  of  the  Wheeling  Traction  Company,  is  asked  by  Francis 
B.  James  and  other  counsel  for  the  interveners  '(Ohio  munici- 
palities) on  the  ground  that  only  five  members  of  the  Commis- 
sion concurred  in  the  decision  made  public  last  week  in  which 
it  was  held  the  Commission  had  jurisdiction.  The  decision  was 
a  reaffirmation  of  the  finding  in  the  original  report  in  the  case 
(60  I.  C.  C.,  600)-. 

In  support  of  the  petition  for  rehearing,  Mr.  James  said: 

This  case  was  submitted  to  Division  1  of  the  Commission  con- 
sisting of  Commissioners  McOhord,  Meyer  and  Aitchison.  It  was 
decided  on  March  5,  1921,  and  reported  in  60  I.  C.  C.,  600.  A  majority 
of  the  division  consisting  of  Mr.  Commissioner  Meyer  and  Mr.  Com- 
missioner McChord  decided  adverse  to  the  contentions  of  interveners. 
Mr.  Commissioner  Aitchison  dissented.  On  petition  of  interveners  the 
Commission  granted  a  re-argument  before  the  whole  Commission. 
The  case  was  presented  to  the  whole  Commission  in  oral  argument. 


. 

.  ,  In  the  interest  of  the  maintenance  of  constitutional  rights,  in  the 
interest  of  justice  accord.ng  to  law,  in  the  interest  of  the  public  and 
infill  mteres.t  9f  Justice,  interveners  ask  that  reargument  before  the 
entire  Commission  be  granted  and  further  ask  that  when  this  case 
again  reaches  the  Commission  that  it  should  be  deliberated  on  at  a 
full  meeting  of  the  Commission  and  voted  on  by  a  full  Commission. 


,- .~ _    ""1*4  *.    tjj/     nt,    i^aoL    <*    lIiajuIlLy    UI    111C    L  OIllllHSSlOn 

In  a  bulletin  to  state  commissions,  John  E.  Benton  general 
solicitor  of  the  National  Association  of  Railway  and  'utilities 
Commissioners,  said  in  regard  to  the  decision  in  the  Beall  case- 
™,J  £*)"l,_SSJ!!H?dii°  ^h.e_  Oh,io  C""1"1188'0.1?.  all<i  to  counsel  for  the 
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Ohio  municipalities,  the  hope  that  the  validity  of  this  order  will  be 
contested  in  the  courts.  The  far-reaching  effe'ct  of  the  decision  if  it 
stands,  is  obvious.  If  the  validity  of  the  order  is  litigated  I  shall  call 
the  proceedings  to  the  attention  of  the  committee  on  litigation  for 
such  action  as  to  intervention  by  the  filing  of  brief  or  otherwise  as  the 
committee  may  deem  advisable. 

In  the  event  rehearing  is  denied  by  the  Commission,  or  in 
the  event  there  is  a  rehearing  and  a  reaffirmation  of  the  Com- 
mission's holding,  the  case  will  be  taken  to  the  courts  counsel 
said. 


COMMISSION   ORDERS 

The  Kansas  City  Power  &  Light  Company  has  been  per- 
mitted to  intervene  in  No.  12862,  Commerce  Club  of  St  Joseph 
Mo.,  vs.  Abilene  &  Southern  et  al. 

The  effective  date  of  the  order  in  No.  10255,  J.  D.  Hollings- 
head  Co.  vs.  Director-General,  Adirondack  &  St.  Lawrence 
et  al.,  has  been  postponed  until  the  further  order  of  the  Com- 
mission. 

Southport  Mill,  Ltd.,  the  New  Orleans  Joint  Traffic  Bureau, 
and  The  Procter  &  Gamble  Manufacturing  Co.  have  been  per- 
mitted to  intervene  in  No.  12798,  Galveston  Assn.  vs.  G.  H  & 
S.  A.  et  al. 

The  Meridian  Traffic  Bureau  and  the  Memphis  Merchants 
Exchange  have  been  permitted  to  intervene  in  No.  12965,  Mer- 
chants Exchange  of  St.  Louis,  Mo.  et  al.  vs.  Aberdeen  &  Rock- 
fish  et  al. 

The  Universal  Portland  Cement  Co.  has  been  permitted  to 
intervene  in  No.  12824,  The  Atlas  Portland  Cement  Co.  vs  C  B. 
&  Q.  et  al. 

The  Omaha  Grain  Exchange  has  been  permitted  to  inter- 
vene in  No.  13000,  Board  of  Railroad  Commissioners  of  the  state 
of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  City  of  St.  Paul,  Minn.,  City  of  Minneapolis,  Minn..  SI. 
Paul  Association  of  Public  and  Business  Affairs,  and  Minne- 
apolis Traffic  Association  have  been  permitted  to  intervene  in 
Nos.  6194,  Holmes  &  Hallowell  Co.  vs.  Great  Northern  et  al., 
and  7895,  Traffic  Bureau  of  the  Commercial  Club  of  Aberdeen, 
S.  D.,  vs.  Great  Northern,  for  the  purpose  of  being  heard  on 
argument. 

The  Robstown  Chamber  of  Commerce  has  been  permitted 
to  intervene  in  No.  12782,  Rio  Grande  Valley  Chamber  of  Com- 
merce et  al.  vs.  St.  Louis,  Brownsville  &  Mexico  et  al. 

The  Michigan  Manufacturers'  Association  has  been  per- 
mitted to  intervene  in  No.  12698.  Southern  Ohio  Coal  Exchange 
vs.  C.  &  O.  et  al.,  and  No.  12851,  in  the  matter  of  intrastate 
rates  on  bituminous  coal  within  the  state  of  Ohio. 

The  Kansas  City,  Kaw  Valley  &  Western  Railway  has  been 
made  an  additional  party  defendant  in  No.  10421,  Lehigh  Port- 
land Cement  Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  and 
10517,  Atlas  Portland  Cement  Co.  vs.  same. 


NEVADA    RAILROAD    EXTENSION 

The  Tonopah  &  Goldfield  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  construct  an  extension  ISVSj. 
miles  long  from  a  point  near  Coaldale  Station  in  Mineral  county, 
Nevada,  on  its  main  line,  to  a  point  in  Fish  Lake  Valley,  Es- 
meralda  county,  Nevada.  The  extension  would  serve  what  is 
believed  to  be  a  "potential  oil  field,"  according  to  the  application. 
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NEW  ORLEANS-EUROPE 


Corunna,    Stnlander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from  New  OrUana 

S.  S.  FrUia September  16th 

S.  S.  Hollandia October  28th 

S.  S.  Zcclandia November  llth 

First,  second  and  third  clasa 

Sailing!  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  pirticulir*  apply  to 

THE  STEELE  STEAMSHIP 

LINE,  INC.,  Agents, 

630  Common  Street,     New  Orleans,  La. 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


THOROUGHNESS 


In  the  tracing,  booking  and  forwarding 
of  your  commodities,  thoroughness  in 
the  first  operation  eliminates  entirely 
such  possibilities  as  delays,  rejections 
and  expenses  incident  thereto. 

Thoroughness  is  a  big  word  and  in 
executing  a  service  such  as  the  word 
implies,  broad  experience  and  an  ample 
force  are  necessary. 

Regardless  of  the  commodity  which 
you  are  exporting,  or  contemplate  ex- 
porting, through  Gulf  ports,  suppose 
you  consult  us  as  to  Richeson  Service. 

THE  W.  L  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 
Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  Bldg. 
NEW  ORLEANS 


New  York  Office: 
401  Produce  Exchange 


Gal  vest  on  Office  I 
810-12  American  Nat'l  Ins.   Bldg. 


Direct  Private  Wire  Service  Between  All  Offices 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlfPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 

Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL  AND  MANCHESTER 

"EASTERN    SUN"    Due  Mobile  about  September    1Mb 

"AFOUNDRIA"    or    Sub Due  Mobile  about  October   21st 

ABERDEEN  AND  LEITH 

"SEEKONK"    or    Sub Due  Mobile  early  September 

ABERDEEN  AND  HULL 
"PASSAIC    BRIDGE"    or    Sub. Due  Mobile  about  September  201  h 

BRISTOL  AND  CARDIFF 
"NESCO"     Due  Mobile  late  August 

LONDON 

"WILD WOOD"    or    Sub Due  Mobile  early  September 

"MAIDEN   CREEK"  or  Sub Due  Mobile  about   October   18th 

HAMBURG  AND  BREMEN 

"AFOUNDRIA"    In  port  loading — Sailing  about  Sept.  3rd 

"CLAVARACK"    Due  Mobile  about  September  8th 

"COAHOMA  COUNTY"  or  Sub.  Due  Mobile  about  October  3rd 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number, 
less  traffic  positions  pay  from  $2.500  to  $10,000  a  year.  The  work  it 
fascinating:  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  the** 
biff  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  Illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  I  Send  us  a  postal  today  t  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  29-A  4043  Drexel  Blvd.,  Chicago,   III. 
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CAUSE  OF  INCREASED  EARNINGS 

An  analysis  of  railroad  operation  for  the  first  six  months  of 
1921,  by  the  Bureau  of  Railway  Economics,  shows  that  the  in- 
creased net  earnings,  as  compared  with  the  same  period  1920, 
were  due  largely  to  a  decrease  in  expenses  such  as  would  have  to 
be  resumed  it  business  were  to  revive  toward  normal.  This  was 
especially  noteworthy  in  May  and  June. 

Of  these  economies  45  per  cent  ($44,748,799)  arose  in  June 
from  reduction  in  operating  expenses  and  55  per  cent  ($54,256,- 
689)  from  deferring  of  maintenance,  both  of  right  of  way  and 
equipment. 

So  far  this  year,  in  other  words,  owing  to  light  business, 
fewer  trains  have  been  run,  less  coal  used,  and  fewer  men  em- 
'  ployed  withput,  however,  any  reduction  of  wage  rates.  There 
was  also  a  large  reduction  in  the  amount  of  material  used,  such 
as  ties,  rails,  other  track  material,  etc.,  and  fewer  bad  order  cars 
and  engines  were  put  in  condition. 

In  the  analysis  it  is  pointed  out  that  a  reduction  in  trans- 
portation costs  necessarily  follows  a  falling  volume  of  business, 
but  that  reduction  in  maintenance  is  merely  a  postponement  of 
expenditures  that  must  be  made  later  if  the  roads  are  to  be  ade- 
quately maintained.  The  analysis  says  in  part: 

1.  The  number  of  railway  employes  in  March,  1921,  was 
smaller  than  for  any  period  since  the  fiscal  year  1915.  During 
the  first  quarter  of  1921,  the  average  number  was  1,691,471,  com- 
pared with  1,993,524  in  the  corresponding  quarter  of  1920.  This 
was  a  reduction  of  302,053,  or  15.2  per  cent.  Because  of  this  radi- 
cal reduction  in  force,  the  railways  were  able  to  reduce  their 
payroll  for  the  quarter  by  $38,290,974,  or  4.8  per  cent,  and  this 
in  spite  of  the  fact  that  they  were  paying  the  scale  of  wages  or- 
dered by  the  Railroad  Labor  Board  in  July,  1920,  which  increased 
wage  rates  about  21  per  cent. 

"2.  Traffic  in  the  fall  of  1920,  even  under  the  new  rates, 
made  new  high  records.  The  business  depression  became  marked 
in  December.  It  came  to  its  height  in  January  and  February. 
The  total  number  of  cars  loaded  with  revenue  freight  during  the 
first  seven  months  of  1921  ended  July  31,  was  less  than  during 
the  same  period  of  1920  by  2,600,844,  or  10.4  per  cent.  The  totals 
were  24,889,058  in  1920  and  22,288,214  in  1921. 

"Net  ton-miles  showed  the  following  percentage  reductions 
during  the  first  six  months  of  1921,  compared  with  the  corre- 
sponding months  of  1920: 

January,  1921   Decrease  14.7  per  cent 

February,   1921    Decrease  24.4  per  cent 

Mm-fli     1021  Decrease  29.1  per  cent 

Ym'ii     1921  Decrease  10.5  per  cent 

Slav  '19*21     ' Decrease  25.5  per  cent 

Julie,    1921    Decrease  26.4  per  cent 

Six  months   Decrease  22.3  per  cent 

"Revenue  passenger  miles  showed  a  constantly  increasing 
rate  of  decrease  during  the  first  five  months  of  1921,  as  follows: 

Januarv,   1921    Decrease     4.0  per  cent 

February    1921    Decrease     9.9  per  cent 

March,  '1921    Decrease  13.5  per  cent 

Ypril     1921 Decrease  20.3  per  cent 

May,   1921   .!!!!! Decrease  21.6  per  cent 


which  in  19/0  was  marked  by  the  Switchmen's  Strike),  than  in 
1920: 

January,    1921     Decrease  G.I  per  rent 

February,   1921   Decrease  4.4  per  cent 

March,    1921    Decrease  0.2  per  cent 

April,    1921    Increase  7.7  per  cent 

May,  1921    Decrease  2.8  per  cent 

June,    1921    Decrease  6.7  per  cent 

Six  months   Decrease  2.4  per  cent 

"4.  Operating  expenses  have  been  reduced,  especially  main- 
tenance expenses.  The  two  maintenance  accounts  show  results 
as  follows: 

Maintenance  of  Maintenance  of 

Period.          •  Way.  Equipment. 

January,    1921    Increase     5.9  per  cent          Increase     5.6  per  cent 

February.    l'J21    Decrease  16.9  per  cent         Decrease     8.6  per  cent 

March,    1921    Decrease     8.1  per  cent         Decrease     8.4  per  cent 

April.   1921    Decrease  19.6  per  cent         Decrease     8.7  per  cent 

May,  1921   Decrease  26.9  per  cent         Decrease  13.1   per  cent 

June,    1921    Decrease  27.3  per  cent         Decrease  22.1  per  cent 

Six  months   Decrease  17.3  per  cent         Decrease     9.2  per  cent 

"The  showing  for  May,  and  particularly  for  June,  indicates 
how  severely  maintenance  was  cut. 

"Transportation  expenses  have  also  been  heavily  reduced,  al- 
though not  to  so  great  an  extent  as  the  traffic.  This  is  because 
a  large  part  of  the  train  schedules  must  be  maintained,  whatever 
traffic  may  be  offered: 

Period.  Transportation  expenses. 

January,   1921    Increase     5.7  per  cent 

February.   1921    Decrease     6.2  per  cent 

March,   1921    Decrease     4.0  per  cent 

April,    1921    Decrease     1.9  per  cent 

May,   1921   Decrease     9.6  per  cent 

June,   1921    Decrease  19.3  per  cent 

Six  months   Decrease     6.1  per  cent 

"Here  again,  the  June  reduction  was  the  greatest  of  the  whole 

six-month  period.     Total  operating  expenses  declined  during  the 

period,  as  follows: 

January,    1921    Increase     6.6  per  cent 

February.   1921    Decrease     7.4  per  cent 

March,   1921 Decrease     4.8  per  cent 

April,   1921    Decrease     6.2  per  cent 

May,   1921    s Decrease  13.2  per  cent 

June,    1921    Decrease  20.6  per  cent 

Six   months    Decrease     7.9  per  cent 

"Again  the  months  of  May  and  June  show  the  result  of  hard 
cutting  of  expenses.  June  returns  particularly  indicate  that  the 
carriers  are  piling  up  deferred  maintenance  which  must  be  made 
good  in  the  future. 

"5.  Notwithstanding  the  reductions  of  expenditures,  the  rate 
of  return  on  the  tentative  valuation  of  the  railways,  by  months, 
has  been  as  follows,  reduced  in  each  case  to  an  annual  basis: 

January,  1921    Deficit 

February,    1 921 Deficit 

March.   1921    2.2  pel    cent 

April,    1921    2.2  per  cent 

May,    1921    2.4  per  cent 

June,    1921    3.1  per  cent 


Five  months   Decrease  14.2  per  cent  Six   months    1.8  per  rent 


"3.  Revenues  followed  traffic.  The  only  factor  that  has 
made  the  decline  in  revenues  relatively  smaller  than  the  decline 
in  traffic  is  the  increased  rate  level,  but  even  the  considerable  in- 
crease in  rates  has  not  been  sufficient,  taking  the  first  half  of 
1921  as  a  whole,  to  offset  the  reduction  in  traffic. 

"For  the  first  six  months,  freight  revenue  about  held  its 
own  with  1920,  but  it  must  be  remembered  in  noting  the  com- 
parisons, that  freight  rates  had  been  increased  more  than  30 
per  cent  in  August,  1920.  The  respective  periods  in  1920  and 
1921  are  compared  below: 

January,   1921    Increase  4.3  per  cent 

February,   1921   Decrease  5.1  per  cent 

March.  1921   Decrease  1.2  per  cent 

April     1921                    Increase  13.4  per  cent 

Mav    1921                       Decrease  0.3  per  cent 

June,  1921 .'.' Decrease,  5.4  per  cent 

Six    months    Increase    0.6  per  cent 

"Passenger  revenue  increased  slightly  during  the  six  months 
as  a  whole,  but  this  was  in  the  face  of  a  more  than  20  per  cent 
increase  in  rates  (Pullman  surcharge  included)  last  August: 

January,    1921    Increase  14.6  per  cent 

February,    1921    Increase     7.2  per  cent 

March,  1921 .Increase     5.1  per  cent 

April     1921    Decrease     2.4  per  cent 

Mav    1921  Decrease     5.4  per  cent 

June,  1921  '. '. Decrease  J7.1  per  cent 

Six  months    Increase     1.5  per  cent 

"Both  freight  and  passenger  revenue  tended  to  decline  at  a 
relatively  greater  rate  as  the  year  1921  advanced,  so  that  the 
month  of  June  was  relatively  worse  than  any  of  the  preceding 
five  months. 

"Other  revenues  exhibited  an  almost  unrelieved  tendency  to 
fall  below  the  1920  levels.  The  result  was  that  the  total  operat- 
ing revenues  were  lower  each  month,  except  April  (the  month 


"During  these  six  months,  railways  of  Class  I  should  have 
earned  $477,256,000  in  net  operating  income  to  attain  to  a  six 
per  cent  basis.  They  actually  earned  $128,912,000,  a  shortage  of 
$348,344,000,  or  73  per  cent.  (These  figures  for  the  six  months  are 
subject  to  slight  change,  but  are  virtually  complete.) 

"6.  The  comparative  maintenance  expenditure  of  the  rail- 
ways for  the  first  six  months  of  1921  and  1920,  expressed  in  round 
millions  of  dollars,  was  as  follows: 

MAINTENANCE   OF  WAY. 


1920.  Tnc.  or  Dec. 

57,000,000  Increase     3,000.000 

64,000,000  Decrease  10,000.000 

67.000,000  Decrease     5,000,000  I 

74,000,000  Decrease  14. run, 

88.000.000  Decrease  2:j.ooi>,<ioo 

95,000,000  Decrease  25,000,000 

Six   months    370,000,000         448,000,000  Decrease  77,000.000 


Month.  1921. 

January     61,000,000 

February     53.000.000 

March    62.000,000 

April      59,000,000 

May     65,000,000 

June    69,000.000 


MAINTENANCE  OF   EQl'll'MEXT. 


Month.  1921. 

January     124,000,000 

February     108.000.000 

March     107,000,000 

April    101. iioo.ooo 

May    101,000,000 

June     99,000.000 


1-920. 

117.Hllli.OliO 
1  is, nun. ooo 
117.000.000 
111,000,000 
116,000.000 
127,000,000 


Inc.  or  Dec. 

Increase  6.0011.000 

DecrcM.se    KI.IMIO. 

I  lecrease     9,000, > 

Decrease  9,000.000 

Decrease  15.000.000 

Decrease  28,000.000 


Six  months 


. . .   642,000,000         707,000,000         Decrease  65,000,000 

"Comparing  the  month  of  June  with  the  same  month  of  1920, 
the  net  operating  income  increased  $66,209,911,  and  this  was  in 
the  face  of  a  decrease  in  total  revenues  of  $33,240,500.  Add  these 
two  figures  together,  it  appears  that  there  was  a  net  saving  of 
nearly  $100,000,000  between  the  two  months,  and  a  further  scru- 
tiny of  the  figures  shows  that  virtually  the  whole  of  this  saving 
was  in  expenses. 

"Of  the  decrease  in  expenses,  $44,748,799,  or  about  45  per 
cent,  is  chargeable  to  the  reduction  in  transportation  expenses. 
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MA.  PITMAN'S 


Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Fleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET  US  SEND  YOU  SAMPLE  PAGES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl««  A-l  Steel  Steamer.) 


SS  "WEST  KADER" 
SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 
SS  "VINITA" 


September  19 
October  10 
October  31 
November  21 


Transhipment    at   Shanghai    to    American    River   steamers    for 

Nanking.    Pukow,    Hankow    and     other     open 

Yangtae  River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office • 

Board  of  Trade  Building,  Portland,  Oregon 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

White6eld  Sammia 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


IMPORTANT 


Stand 

$15.00 

$15.00 

$20.00 
$18.00 
$12.00 

$ir,.oo 

$15.00 
$15.00 

$:<o.on 
j.w.uo 


nrd  Prices 


BUY 


NOW! 


Our  Prices 


Bentley   Phrase  Code,   universally  used    $8.60 

Same,  Traveler's  Complete  Pocket  Size 7.50 

A.    B.    C.,    Sixth,    Latest 18.50 

A.   B.   C.,   Fifth,   called   IMPROVED 18.00 

Same,  identical  text  with  five  letter  condensed 8.00 

Baltimore   Grain    Code   Editions 15.00 

Leiber's   Standard   and   five   letter 15.00 

Peterson's    International    Banking   Code 15.00 

Scott's   10th   Edition,   Shipper's   Code 27.50 

Western   Union   five   letter,    $30.00   Universal 19.50 

Add  Postage  to  Destination,  40c.    We  Sell  All  Codes  Published. 

H.    BENSINGER    CODE    BOOK     DISTRIBUTORS 

15  Whitehall  St.,  New  York  City.       CABLES:  "MULTIGRAPH,"  N.  Y. 
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while  $54,256,689,  or  about  55  per  cent  of  the  total,  was  due  to 
reduction  in  maintenance    (way  plus  equipment). 

"7.  It  should  be  borne  in  mind  that  the  first  six  months  of 
1921  showed  no  relief  to  the  railroads  from  any  reduction  in 
basic  wages,  nor  from  any  change  in  rules  and  working  condi- 
tions. Beginning  July  1,  a  wage  reduction  of  approximately  12 
per  cent  went  into  effect,  and  some  progress  is  being  made 
toward  working  conditions  conducive  to  greater  efficiency  and 
economy.  The  second  six  months  of  1921  should  therefore  show 
an  improvement  over  the  first  six  months." 

OPERATING  STATISTICS 

The    Traffic    World    Washington   Bureau 

A  summary  of  freight  and  passenger  service  operating  sta- 
tistics of  class  I  steam  roads  of  the  United  States  for  the  month 
of  June,  1920,  and  the  six  months  ended  with  June  and  the 
corresponding  period  of  1920,  was  issued  by  the  Bureau  of  Sta- 
tistics of  the  Commission,  August  29. 

The  statistics  relating  to  freight  service  show  that  there 
were  1,016,214,000  loade'd  car-miles  in  June,  1921,  as  compared 
with  1,323,562,000  loaded  car-miles  in  June,  1920,  and  589,909,000 
empty  car-miles  in  June  as  compared  with  580,966,000  empty  car- 
miles  in  June,  1920. 

The  number  of  freight  cars  owned  in  June,  1921,  was  2,343,- 
697  as  compared  with  2,370,924  in  June,  1920.  The  per  cent  of 
unserviceable  of  total  locomotives  was  23.6  in  June,  as  against 
23.5  in  June,  1920.  The  per  cent  of  unserviceable  of  total  cars 
on  line  was  14.5  in  June  as  against  7.1  in  June,  1920.  Car-miles 
per  car-day  averaged  22  in  June  as  against  25.2  in  June,  1920; 
net  ton-miles  per  car-day  averaged  385  in  June  as  against  506 
in  1920;  net  tons  per  loaded  car  averaged  27.7  in  June  as  against 
28.9  in  1920.  There  were  28,144,000,000  net  ton-miles  in  June  as 
against  38,236,000,000  in  June,  1920. 

In  the  passenger  service  there  were  44,788,000  train-miles 
in  June  as  against  46,110,000  train-miles  in  June,  1920. 

In  the  six  months  ended  with  June  there  were  5,837,915,000 
loaded  car-miles  as  against  7,413,654,000  in  the  corresponding 
1920  period,  and  3,571,853,000  empty  car-miles  in  the  1921  period 
as  against  3,073,757,000  in  the  1920  period.  There  were  163,- 
557,000,000  net  ton  miles  in  the  1921  period  as  against  210,671,- 
000,000  net  ton-miles  in  the  1920  period. 

Car-miles  per  car-day  averaged  21.6  in  the  1921  period  and 
23.1  in  the  1920  period.  Net  ton-miles  per  car-day  averaged 
375  in  the  1921  period  as  against  465  in  the  1920  period.  Net 
tons  per  loaded  car  averaged  28  as  against  28.4  in  the  first  six 
months  of  1920. 

In  the  passenger  service  there  were  271,004,000  train-miles 
as  against  270,780,000  train-miles  in  the  first  half  of  1920. 

In  the  freight  service  there  were  34,477,952  net  tons  of  coal 
consumed  in  the  first  half  of  1921  as  compared  with  43,798,121 
in  the  same  period  of  1920.  In  the  passenger  service  coal  con- 
sumption in  the  first  six  months  of  1921  was  15,603,319  net  tons 
as  against  16,765,420  net  tons  in  the  corresponding  period  of 
1920. 


REVENUE  FREIGHT  LOADING 

The   Traffic    World    Washington   Bureau 

An  increase  of  7,471  in  the  number  of  cars  loaded  with 
revenue  freight  the  week  which  ended  August  20,  compared 
with  the  previous  week,  was  shown  by  reports  received  by  the 
car  service  division  of  the  American  Railway  Association.  The 
total  for  the  week  was  816,436  cars.  This  was  a  decrease,  how- 
ever, of  151,667  cars  compared  with  the  total  for  the  eorrespond- 
week  last  year  and  96,773  cars  under  that  for  the  corresponding 
week  in  .1919. 

The  principal  increases,  compared  with  the  week  before, 
were  in  the  loading  of  merchandise  and  miscellaneous  freight, 
which  includes  manufactured  products,  although  there  was  a 
substantial  increase  in  shipments  of  live  stock.  Loadings  of 
both  coal  and  grain  and  grain  products,  however,  were  under 
the  previous  week. 

The  total  number  of  cars  on  line  August  15  was  2,300,929, 
cellaneous  freight  was  491,922,  which  was  12,173  more  than  dur- 
ing the  week  of  August  13.  It  was,  however,  43,000  less  than 
were  loaded  during  the  corresponding  week  one  year  ago. 

Loading  of  live  stock  amounted  to  29,110  cars,  or  an  in- 
crease of  2,275  cars  over  the  preceding  week  and  2,000  cars 
over  the  total  for  the  corresponding  week  in  1920.  There  was 
also  an  increase  of  150  cars  over  the  week  before  in  the  loading 
of  coke,  the  total  being  4,436. 

Coal  loadings,  which  during  the  week  of  August  13  went 
up  to  158,260,  dropped  back  to  154,140,  or  a  decrease  of  4,120. 
This  was  50,000  under  the  corresponding  week  last  year.  Grain 
and  grain  products  totaled  for  the  week  59,875  cars,  or  1,685 
under  the  week  before,  but  18,237  cars  in  excess  of  the  same 
week  in  1920  and  7.900  more  than  were  loaded  during  the  cor- 
responding week  in  1919. 

Loading  of  forest  products  totaled  44,583  cars,  or  a  decrease 
of  750  cars  compared  with  the  previous  week,  while  ore  de- 
creased 572  cars  from  the  week  before  to  a  total  of  32,370.  . 


Compared  by  districts,  slight  decreases  under  the  week  be- 
fore were  reported  in  the  Allegheny,  Pocahontas  and  Southern 
regions,  while  all  the  others  reported  increases.  All,  however, 
were  under  the  totals  for  the  corresponding  week  in  1920. 

Loading  by  districts  in  the  week  ended  August  20  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,200  and  7,426; 
live  stock,  2,863  and  2,548;  coal,  40,908  and  54,391;  coke,  1,049 
and  3,531;  forest  products,  4,498  and  8,435;  ore,  3,259  and  10,- 
667;  merchandise,  L.  C.  L.,  58,608  and  47,174;  miscellaneous, 
79,990  and  101,845;  total,  1921,  199,375;  1920,  236,017;  1919,  228,- 
099. 

Allegheny  district:  Grain  and  grain  products,  3,664  and 
2,813;  live  stock,  2,955  and  3,307;  coal,  41,098  and  63,804;  coke, 
2,298  and  8,252;  forest  products,  2,270  and  3,543;  ore,  6,878  and 
13,484;  merchandise,  L.  C.  L.,  43,707  and  38,976;  miscellaneous, 
55,320  and  70,162;  total,  1921,  158,190;  1920,  204,341;  1919,  2M, 
713. 

Pohahontas  district:  Grain  and  grain  products,  192  and  191; 
live  stock,  214  and  226;  coal,  18,444  and  22,002;  coke,  36  and 
744;  forest  products,  1,237  and  1,657;  ore,  4  and  271;  merchan- 
dise, L.  C.  L.,  2,659  and  2,997;  miscellaneous,  5,226  and  6,223; 
total,  1921,  28,012;  1920,  34,311;  1919,  36,862. 

Southern  district:  Grain  and  grain  products,  3,855  and 
3,234;  live  stock,  1,990  and  2,055;  coal,  22,638  and  23,800;  coke, 
249  and  1,495;  forest  products,  13,920  and  18,603;  ore,  165  and 
2,776;  merchandise,  L.  C.  L.,  35,968  and  35,170;  miscellaneous, 
30,768  and  41,263;  total,  1921,  109,553;  1920,  128,396;  1919,  126,997. 

Northwestern  district:  Grain  and  grain  products,  18,123  and 
11,612;  live  stock,  7,692  and  6,802;  coal,  8,219  and  13,088;;  coke, 
421  and  1,520;  forest  products,  11,279  and  17,828;  ore,  20,757 
and  46,280;  merchandise,  L.  C.  L.,  29,354  and  30,183;  miscel- 
laneous, 35,577  and  40,783;  total,  1921,  131,422;  1920,  168,096; 
1919,  123,939. 

Central  Western  district:  Grain  and  grain  products,  19,- 
724  and  12,279;  live  stock,  10,293  and  9,810;  coal,  18,509  and 
20,958;  coke,  163  and  416;  forest  products,  5,003  and  6,577;  ore, 
644  and  4,709;  merchandise,  L.  C.  L.,  30,631  and  31,405; 
miscellaneous,  41,180  and  45,112;  total,  1921,  126,127;  1920,  131,- 
266;  1919,  131,320. 

Southwestern  district:  Grain  and  grain  products,  6,117  and 
4,083;  live  stock,  3,123  and  2,350;  coal,  4,324  and  6,135;  coke, 
220  and  230;  forest  products,  6,376  and  8,207;  ore,  663  and  653; 
merchandise,  L.  C.  L.,  15,825  and  17,183;  miscellaneous,  27,109 
and  26,835;  total,  1921,  63,757;  1920,  65,676;  1919,  61,279. 

Total,  all  roads:  Grain  and  grain  products,  59,875  and  41,- 
638;  live  stock,  29,110  and  27,098;  coal,  154,140  and  204,178;  coke, 
4,436  and  16,188;  forest  products,  44,583  and  64,850;  ore,  32,370 
and  78,840;  merchandise  L.  C.  L.,  216,752  and  203,088;  miscel- 
laneous, 275,170  and  332,223;  total,  1921  816,436;  1920,  968,103; 
1919,  913,209. 

L.   C.   L.   merchandise   loading  figures   for   1921   and   1920   are   not 
comparable   as   some   roads   are   not   able   to   separate   their   I 
freight  and  miscellaneous  of  1920.    Add  merchandise  and  miscellaneous 
figures  to  get  a  fair  comparison. 

CAR  SURPLUS  AND  SHORTAGE 

The    Traffic    World    Washington   Bureau 

The  average  daily  number  of  surplus  freight  cars  in  the 
period  August  15-23  was  270,024,  as  compared  with  284,338  the 
preceding  week,  a  drop  of  14,314  cars.  The  average  daily  short- 
age was  1,376  cars,  as  compared  with  2,125  in  the  preceding 
week. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment:    Box,   75,277;    ventilated   box-,   1,754;    auto   and  furniture, 
2,337;   flat,  12,731;   gondola,  86,810;   hopper,  50,171;  coke,  11,502 
S.  D.  stock,  10,138;   D.  D.  stock,  576;   refrigerator,  10,369;  tank, 
645;    miscellaneous,  7,714. 

The    shortage    was    composed    of   the    following    classes 
equipment:     Box,  1,273;   auto  and  furniture,  2;   flat,  9;   gondola, 
29;  hopper,  36;  S.  D.  stock,  11;  refrigerator,  10;  miscellaneous,  6. 


BAD  ORDER  FREIGHT  CARS,  ETC. 

The   percentage   of  bad  order  freight  cars  August   15    was 
16.6  per  cent  as  against  16.3   per  cent  August   1,  according  t' 
compilations  made  by  the  car  service  division  of  the  American 
Railway  Association. 

The  total  number  of  cars  on  line  August  15  was  2,300,92! 
of  which  382,440  were  bad  order  cars. 

The  percentage  of  home   cars  on  home  roads  was  71.6  on 
August  15. 

The    semi-monthly   bulletin    of  the    car   service   division   c 
the    American    Railway    Association    of    percentages    of   freight 
cars  on  line  to  ownership  as  of  August  15,  Class  1  roads  showed 
the    following   percentages    for   the    various    districts:    Eastern, 
97.4    as    against   104.1    a   year  ago;    Allegheny,   98.5    as   against 
101.9   a  year  ago;    Pocahontas,  90.8  as  against  72  a  year  ago; 
Southern,   95.3  as   against   85.1   a  year  ago;    Western,   100.8   as 
against   97.3    a   year   ago;    all   districts,   98.3    as   against   97.3 
year  ago;   Canadian  roads,  97.1  as  against  95.1  a  year  ago. 
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NOSA  LINE 


Monthly  Sailings  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-U  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne.w  Orleans   & 
Soutli    American.  S.S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Pacific  Mail  Steamship  Co. 

UnJmr  American  Flag  PASSENGERS  AND  FREIGHT -Eilabllfhed  /MI 

TRANS-PACIFIC  SERVICE 

"The  Sun, hint  Ittll  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama.  Kobe,  Shanf  hal,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21.100-ton  displacement.  17^-knot.  steamers  S.  S. 
Empire  State  (Octoberlst);  5.  S.  Hootier  State  (October 
12th):  S.  S.  Golden  State  (November  5th). 

MANILA-EAST  INDIA  SERVICE 

San  Franclmco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20.000-ton  displacement  steamers  S.  5. 
Creole  State  (September  I4th);  S.  S.  Wolverine  State  (Octo- 
ber 15th). 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 

Mexico,  Guatemala,  Salvador,  Nicaragua,  Jamaica  and  Cuba 

S.  5.  Venezuela  sails  from  Baltimore  September  14th 

S.  S.  Ecuador  sails  from  San  Francisco  September  15th 

Also  four  Class  A 1  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 

Through  bill*  of  lading  itiued  to  and  from  point*  beyond  port*  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
Genera/  Paitenger  and  Ticket  office:  til  Market  St.,  San  Francitco 

General  Office*:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariff. 


'A  child  can  find  them" 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Trust  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Munaey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Offices,  BALTIMORE,  MD. 

R.  R.  80VIN.  Prmldsnt,  90  West  Street,  New  Tori. 

R.  0.  UPHAM.  Flrtt  Vice  President.  90  West  Street.  New  Tork. 

0.   E.  THURBER.  Second  VIce-President.  90  West  Street.  New  York. 

8EO.    K.    LOWELL.    Third    Vice   President.    In  chute  of  Operation   and   Traffle. 

98  West  Street,  New  Tort. 

N.  B.   HERSLOFF.  Treasurer,  90  West  Street.  New  York. 
».  W.  t.   WHITNEY,  Secrttary.  90  West  Street.  New  York. 


New  York  Offices,  90  West  St.,  New  York 

E.   A.    FALL.    Freight   and  Traffle   Manager.    90   West    Street.   New   Tork. 

J.    R.    DRANEY.    Assistant    Freight    and    Traffic    Manager.    98    West    Street.    Hew 

Tork. 
J.    COOKMAN     BOYO,    General    Counsel.    Builders'    Btcfaann    Bldg.. 

Md 

C.  A.   KELLEY,  General  Auditor.  90  West  Street.  New  Tork. 
J.  P.   CONNOR.  Superintendent.   Wagners  Point.   Baltimore.   lid. 


THOMAS    KEARNY.   Gsnsral   Solicitor.   90  West  Street.    N«w   York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

a   position  to   receive   all   foreign   freight   destined    U 


inurl™ 


The  Chesapeake  A  Curtis  Bay  Baa!  road  Co..  baring  Its  terminal  at  deep  water,    Baltimore,    Md..    Is   In 
sorts  and  to  take  care  of  outgoing  freight  for  foreign  countries. 

This  company  maintains  a  high  standard  of  service  In  the  handling  of  shipments  to  and  from  the  Industries  located  on  Its  line.  The  territory  covered  by  this  railroad 
offers  superior  sites  for  the  location  of  Industries  of  every  description.  Firms.  Individuals  and  corporations  contemplating  the  location  of  business  enterprises  are  lantetf  t> 
correspond  with  Samuel  J.  Nathan,  10  West  Street,  New  Tork  City.  Maps  and  full  Information  concerning  available  property  will  be  promptly  furnished. 

Mileage  at  present  operated.  T  miles:  additional  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  ports. 

Bzceptlonal  location  for  plants  desiring  tidewater  delivery. 

OONNJXmONS—  At  Clinton  Street  with  the  Pennsylvania  Railroad  via  float  at  Wagners  Point,  C.  A  C.  B.  It  It  to  Curtis  Bay.  At  Port  CVvlngton  with  Ike  Wesura 
Maryland  via  float  to  Wagners  Point.  C.  A  a  B.  B.  B.  to  Curtis  Bay.  With  the  Baltimore  *  Ohio  Bewail  Branch  at  Wagners  Point.  T&roogk  mm  mil  Ml  vU  skess 
rootes  to  all  points  Bast.  West.  North  and  Sooth.  Industries  located  oo  ow  Una  have  ths  adradace  at  Is*  BalUnors  rat*. 
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TO  PROBE  CONSOLIDATION  REPORT 

The    Traffic    World    Washington   Bureau 

Officials  of  the  Commission  began  an  informal  inquiry, 
August  30,  as  to  the  source  of  an  article  published  in  a  New 
York  financial  journal  of  that  date  purporting  to  give  a  sum- 
mary of  the  Commission's  tentative  plan  for  carrying  out  the 
provisions  of  the  transportation  act  with  regard  to  voluntary 
consolidations  of  railroads. 

The  article  stated  that  the  plan  had  been  made  on  the  basis 
of  a  report  made  by  Prof.  W.  Z.  Ripley,  of  Harvard,  who  was 
employed  by  the  Commission  to  draw  up  a  tentative  plan  of 
consolidation.  The  Commission's  plan,  according  to  the  article, 
outlines  20  possible  systems. 

At  the  office  of  the  Commission  it  was  said  Prof.  Ripley 
had  made  his  report  and  that  a  tentative  report  had  been  pre- 
pared, but  that  the  report  was  in  the  printing  office  and  would 
not  be  made  public  by  the  Commission  for  probably  a  week 
or  ten  days.  That  was  the  most  that  could  be  obtained  in  re- 
gard to  the  matter  and  officials  declined  to  vouch  for  the  accu- 
racy or  inaccuracy  of  the  published  article. 

It  is  understood  that,  in  response  to  inquiries  made  by  offi- 
cials of  the  Commission,  those  responsible  for  the  publication 
of  the  article  said  the  information  was  not  obtained  from  any 
official  or  employee  of  the  Commission  in  Washington. 

The  tentative  consolidation  plan  report  is  regarded  by  the 
Commission  as  any  other  tentative  report  prepared  by  an  ex- 
aminer, and  held  to  be  confidential  until  served  on  the  parties 
involved  and  issued  for  publication  in  the  press. 

After  the  consolidation  report  has  been  served  on  the  car- 
riers, the  Commission  will  hold  public  hearings  thereon,  but 
no  hearings  are  contemplated  in  the  immediate  future.  When 
the  Commission  has  finally  adopted  a  plan  for  consolidation, 
it  will  come  into  operation  only  so  far  as  carriers  may  desire 
to  conform  thereto.  If  two  or  more  carriers  shall  desire  to 
consolidate  after  the  plan  has  been  approved  by  the  Commis- 
sion, such  consolidations  must  be  in  accord  with  the  adopted 
plan  under  the  law,  but  there  is  no  power  in  the  Commission 
to  compel  observance  of  a  plan  as  a  whole  by  all  carriers. 

The  financial  journal  referred  to  summarizes  the  Commis- 
sion's arrangement  of  systems  as  follows,  where  a  railroad  is 
mentioned  lines  controlled  by  it  through  lease  or  stock  owner- 
ship being  included,  unless  specifically  excepted: 

No.  1.  New  York  Central  System:  New  York  Central  Lines,  ex- 
cept Lake  Erie  &  Western,  Toledo  &  Ohio  Central,  Zanesville  & 
Western,  Kanawha  &  Michigan  and  Indiana  Harbor  Belt;  Western 
Maryland,  Fonda.  Johnstown  &  Gloversville,  Lake  Brie  &  Pittsburgh, 
Pittsburgh  Chartiers  &  Youghiogheny,  Monongahela,  Boston  &  Maine, 
Maine  Central,  Bangor  &  Aroostook.  Note:  Boston  &  Maine,  Maine 
Central  and  Bangor  &  Aroostook  may  be  included  in  System  No.  1 
or  in  7a.  Professor  Ripley  rejects  trunk  line  treatment  of  the  New 
England  roads,  but  the  commission  presents  it  alternatively  to  bring 
out  discussion. 

No.  2.  Pennsylvania  System:  Pennsylvania,  Panhandle,  ioledo, 
Peorla  &  Western,  Lorain,  Ashland  &  Southern,  Lake  Erie  &  Pitts- 
burgh, Central  Indiana,  Pittsburgh,  Chartiers  &  Youghiogheny, 
Monongahela. 

No.  3.  Baltimore  &  Ohio  System:  Baltimore  &  Ohio,  Reading, 
Central  of  New  Jersey.  Cincinnati,  Indianapolis  &  Western.  Chicago, 
Indianapolis  &  Louisville,  New  York.  New  Haven  &  Hartford,  Cen- 
tral New  England.  Lehigh  &  New  England,  Lehigh  &  Hudson.  Note: 
B.  &  O.  Chicago  Terminal  is  reserved  for  consideration  in  connection 
with  terminal  situations. 

No  4.  Erie  System:  Erie.  Delaware  &  Hudson,  Delaware.  Lacka- 
wanna  &  Western,  Ulster  &  Delaware,  Bessemer  &  Lake  Erie,  T>tif- 
falo  &  SusquchMiina,  Pittsburgh  &  Shawmut,  Pittsburgh,  Shawmut  & 
Northern,  Lorain,  Ashland  &  Southern.  Wabash  Lines  east  of  Missouri 

'VNo.   5.     Nickel  Plate-Lchigli  Valley  System:     Lehigh  Valley,  New 


&  St.  Paul,  Great  Northern,  Duluth  &  Iron  Range,  Dviluth,  Missabe 
&  Northern,  Green  Bay  &  Western,  Spokane,  Portland  &  Seattle, 
Butte,  Anaconda  &  Pacific. 

No.  16.  Santa  Fe  System:  Atchison,  Colorado  &  Southern,  Den- 
ver &  Rio  Grande,  Western  Pacific,  Utah  Railway,  Northwestern  Pa- 
cific, Nevada  Northern. 

No.  17.  Southern  Pacific-Rock  Island  System:  Southern  Pacific, 
Nevada  Northern,  Chicago,  Rock  Island  &  Pacific,  Arizona  &  New 
Mexico,  El  Paso  &  Southwestern.  San  Antonio  &  Aransas  Pass,  Trin- 
ity &  Brazos  Valley,  Midland  Valley,  Vicksburg,  Shreveport  &  Pacific, 
Chicago,  Peoria  &  St.  Louis. 

No.  18.  Frisco-Katy-Cotton  Belt  System:  St.  Louis-San  Fran- 
cisco, St.  Louis  Southwestern,  Louisiana  Railway  &  Navigation  Co., 
Chicago  &  Alton,  Missouri.  Kansas  &  Texas,  Trinity  &  Brazos  Valley. 
San  Antonio,  Uvalde  &  Gulf.  (Note:  M.  K.  &  T.  may  be  included 
in  No.  17.) 

No.  19.  Chicago-Missouri  Pacific  System:  Chicago  &  Eastern  Illi- 
nois, Missouri  Pacific,  Kansas  City  Southern,  Kansas  City,  Mtxico  & 
Orient,  Kansas,  Oklahoma  &  Gulf,  Texas  &  Pacific,  Ft.  Smith  & 
Western,  Louisiana  &  Arkansas,  Gulf  Coast  Lines,  International  & 
Great  Northern.  (Gulf  Coast  Lines  indicates  the  New  Orleans,  Texas 
&  Mexico  and  subsidiaries.) 

It  will  be  noted  that  a  number  of  railroads,  particularly  minor 
roads,  are  mentioned  in  more 'than  one  group,  indicating  that  the 
Commission  believes  the  assignment  of  such  properties  might  be  one 
way  or  another. 

Subsidiaries  of  Canadian  roads,  such  as  the  Soo  Line,  are  not 
assigned,  the  Commission  remarking  that  they  are  portions  of  through 
transcontinental  Canadian  systems  in  active  competition  with  sys- 
tems above  set  forth.  Few  Class  II  and  Class  III  roads  are  dealt 
with  here,  but  will  be  considered  at  the  hearings.  Water  carriers 
controlled  by  railroads  are  considered  as  tentatively  included  with 
the  controlling  road. 


SUMMARY  OF  CAR  CONDITIONS 

The    Traffic    World    Washington   Bureau 

M.  J.  Gormley,  chairman  of  the  car  service  division  oi'  the 
A.  R.  A.,  in  his  semi-monthly  summary  of  general  conditions  as 
of  August  26,  said: 

Box  Cars:  Surplus  cars  continue  to  decrease  during  the  first 
two  weeks  of  August,  principally  due  to  the  continuance  of  a 
record-breaking  grain  movement.  Loading  of  grain  has  reduced, 
hut  is  still  on  a  heavy  scale.  Car  supply  now  equals  requirements 
at  all  points.  It  may  be  expected  that  September  will  witness  a 
heavy  run  of  Spring  wheat  to  market.  Other  small  grain  will 
move  in  volume.  Cars  suitable  for  grain  or  that  ran  be  made  fit 
with  light  repairs  should  he  selected  for  loading  into  agricultural 
territory.  Cars  of  grain-loading  roads  should  he  returned  promptly 
to  owners  and  special  attention  given  to  observance  of  the  Junc- 
tion rule. 

Automobile  Cars:  Little  change  in  the  demand.  Cars  of  this 
type  should  be  worked  home  or  into  .automobile-producing  terri- 
tory as  requirements  may  necessitate. 

Ventilated  Box  Cars:  Light  demand  at  present.  Handle  as 
required  by  rules. 

Stock  Cars:  Loading  of  range  cattle  in  West  and  Southwest 
increasing  rapidly,  with  prospects  for  heavy  demands  soon.  Re- 
turn cars  to  owners  promptly  and  report  any  surplus  available 
for  general  distribution. 

Refrigerator  Cars:  Loading  is  increasing  in  the  Western  and 
Northwestern  states  where  the  fall  fruit  and  vegetable  crops  are 
now  commencing  to  move.  All  railroads  have  tide  instructions 
disposing  of  every  serviceable  refrigerator  not  required  for  local  per- 
ishable loading,  and  cars  should  be  moved  accordingly  with  the  least 
possible  delay.  Refrigerators  under  load  should  be  released 
promptly  and  bad  order  cars  repaired. 

Open  Top  Cars:  Bituminous  coal  production  for  week  ending 
August  20th  was  7.675,000  tons,  practically  the  same  as  for  the 
previous  week.  Indications  point  to  an  increased  demand  Sor 
coal  for  domestic  consumption.  Surplus  open  top  cars  as  of  August 
15  total  146.072  compared  with  162,623  July  :!lst. 

Flat  Cars:  The  number  of  fiat  cars  rcpoi-lrd  :us  surplus  MS  of 
August  15  was  13.030  compared  with  13.382  July  31st.  The  sugar 
i-anc  crop  in  the  South  which  will  commence'  to  move  in  the  oarl.s 
part  of  October  will  cause  mi  incrcasi'd  demand  for  lint  cars.  Flat 
cars  should  be  loaded  to  fullest  possible  extent  to  and  in  the  direc- 
tion of  owner.  Surplus  should  be  disposed  of  in  accordance  with 
Car  Service  Rules. 


York,   Chicago   &   St.    Louis,    Toledo,   St.    Louis  &  Western.    Detroit   &        CUMMINS   INVESTIGATION    RESUMPTION 
Toledo    Short   Lines,    Lake    Erie    &    Western,    Wheeling    &   Lake   Erie,        ^  U  «U  Li>  V  -£/D  J 


Pittsburgh  &  West  Virginia,   Bessemer   &   Lake  Erie. 

No.  6.  Pere  Marquette  System:  Fere  Marquette,  Detroit  & 
Mackinac,  Ann  Arbor,  Detroit,  Toledo  &  Ironton,  Boyne  City,  Gay- 
lord  &  Alpena. 

No.  7.  New  England  System:  New  Haven,  Ontario  &  Western, 
Boston  &  Maine,  Maine  Central,  Bangor  &  Aroostook,  Lehigh  &  Hud- 
son River,  Lehigh  &  New  England. 

No.  7a.  New  England-Great  Lakes  System:  Same  as  above,  with 
addition  of  Delaware  &  Hudson,  Lackawanna,  Ulster  &  Delaware, 
Buffalo,  Rochester  &  Pittsburgh,  Pittsburgh  &  Shawmut,  Pittsburgh, 
Shawmut  &  Northern. 

No.  8.  Chesapeake  &  Ohio  System..  Chesapeake  &  Ohio,  Hocking 
Valley,  Virginian. 

No.  fl.  Norfolk  &  Western  System:  Norfolk  &  Western,  Toledo 
&  Ohio  Central.  Kanawaha  &  Michigan. 

No.  10.  Southern  System:  Southern  Railway  and  affiliated  lines, 
New  Orleans,  Great  Northern,  Alabama  &  Vicksburg. 

No.  11.  Atlantic  Coast  Line-Louisville  &  Nashville  System:  Those 
two  roads  and  subsidiaries,  Western  Railway  of  Alabama,  Richmond, 
Fredericksburg  &  Potomac,  Norfolk  Southern,  Atlanta,  Birmingham 
&  Atlantic,  Winston-Salem  Southbound.  Roanoke  to  Winston-Salem 
branch  of  the  Norfolk  &  Western,  Florida  East  Coast,  Carolina, 
Clinchfield  &  Ohio,  Georgia  &  Florida,  Gulf,  Mobile  &  Northern, 
Mississippi  Central. 

No.  12.  Illinois  Central-Seaboard  System:  Illinois  Central.  Sea- 
board Air  Line,  branch  of  Norfolk  •&  Western  from  Lynchburg,  Va., 
to  Durham,  N.  C.,  Gulf  &  Ship  Island,  Tennessee  Central,  Carolina, 
Clinchfteld  &  Ohio. 

No.  13.  Union  Pacific-North  Western  System:  Union  Pacific, 
Chicago  &  North  Western,  Lake  Superior  &  Ishpeming,  Wabash  Lines 
west  of  Missouri  River. 

No.  14.  Burlington-Northern  Pacific  System:  Chicago.  Burling- 
ton &  Quincy,  Northern  Pacific,  Chicago  Great  Western.  Minneapolis 
&  St.  Louis,  Spokane,  Portland  &  Seattle  (Colorado  &  Southern  may 
be  included  in  system  No.  16). 

No.   15.     Milwaukee-Great   Northern  System:     Chicago,   Milwaukee 
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When  Congress  reconvenes,  September  21,  a  meeting  of  the 
Senate  interstate  commerce  committee  probably  will  be  called 
shortly  thereafter  to  take  up  the  question  of  resuming  the  gen- 
eral inquiry  into  the  railroad  situation  under  the  Cummins' 
resolution. 

An  impression  is  prevalent  among  those  who  have  been  fol- 
lowing the  matter  closely  that  there  is  a  disposition  among  SOIUP 
members  of  the  Senate  committee  not  to  resume  the  hearings 
but  to  declare  the  investigation  closed  and  to  submit  a  report 
to  the  Senate  as  directed  by  the  resolution. 

Aside  from  Senator  Cummins,  there  were  few  members  of 
the  committee  who  attended  the  hearings  every  day.  It  was 
difficult  for  the  chairman  to  get  a  quorum  of  the  committee — 
which  is  seven  members  for  hearing  purposes — during  the  en- 
tire time  the  hearings  were  on.  Most  of  the  time  there  were 
three,  four  or  five  members  present  and,  during  the  latter  part 
of  the  hearings  the  chairman  often  held  the  fort  by  himself.  It 
was  about  that  time  that  the  hearings  were  adjourned  and  this 
action  was  taken  largely  because  most  of  the  members  of  the 
committee  indicated  by  their  absence  that  they  were  not  vitally 
interested  in  the  investigation. 

The  feeling  of  some  members  of  the  committee  that  the  in- 
vestigation might  well  be  closed,  however,  will  not  be  the  con- 
trolling factor  in  determining  whether  the  hearings  will  be  re- 
sumed. The  railroads  put  in  a  great  deal  of  testimony  relative 
to  labor  and  the  representatives  of  the  railroad  brotherhoods 


' 


::,  IOL'I 


I  111-:    TRAFFIC     WORLD 


477 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


Are  You  Using  the  Best 
Warehouse  in  Every  City? 


The  American   Chain  of  Warehouses,    Inc.,    Is   Accepted  by 

the  Largest  Mercantile  Houses  as  the  Standard 

in  Warehouse  Efficiency 


A  large  per  cent  of  the  commerce  of  this  country 
must  be  handled  at  one  time  or  another  by  public 
warehouses.  In  selecting  a  custodian  of  your  mer- 
chandise the  same  care  should  be  exercised  as  in 
selecting  a  Banking  House  to  handle  your  funds. 

The  AMERICAN  CHAIN  OF  WAREHOUSES  is 

a  system  of  the  largest,  most  reliable  and  competent 
warehouse  companies  in  America,  forming  an  organi- 
zation international  in  character  and  unlimited  in  its 
usefulness  to  shippers. 

Send  for  illustrated  directory  of  American  ware- 
house and  transfer  companies,  just  off  the  press. 

American  Chain  of  Warehouses,  Inc. 

P.  F.  CASSIDY, 
Chicago  Representative 


F.  ROCHAMBEAU 
Executive  Secretary 

General  office,  39  Beach  St.,  New  York 
Telephone  1150  Canal,  Extension  9 


203  S.  Dearborn  St. 
Telephone  Harrison  3300 


San  Francisco  Warehouse  Co., 


san  Francisco, 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Co, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage — Re-Conslgnlng  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all    Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon*  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


Merchandise 

STORAGE: 
DISTRIBUTION 

North   Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


ROCHESTER,  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

F"L  PASO  TEXAS 

L-.  L_   I     /-\Ow,    I    L-./x/-\O 

GENERAL  STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.Fl.FloorSp.ee  —  Fireproof  —  Bonded  —  J200.MO  Cspitsl 
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desire  to  submit  rebuttal  testimony.  The  committee  could  not 
very  well,  it  is  pointed  out,  refuse  to  hear  the  brotherhoods. 

It  is  not  believed  that  the  hearings  will  be  resumed — if 
they  are  resumed — before  the  first  part  of  October.  The  mem- 
bers of  the  committee  will  give  their  attention  to  the  railroad 
funding  bill  immediately  after  the  recess.  Senate  leaders  pro- 
pose to  push  that  measure.  It  is  also  said  that  conditions  in  the 
Senate  may  be  such  in  October  that  resumption  of  the  railroad 
investigation  will  be  deferred  until  the  regular  session  in  De- 
cember. Members  of  the  House  and  Senate  no  doubt  will  seek 
to  bring  about  an  adjournment  of  the  extraordinary  session  sev- 
eral weeks,  at  least,  before  December  1. 

Closing  of  the  hearings  without  giving  the  brotherhood  repre- 
sentatives or  others  an  opportunity  to  present  their  views  on 
the  railroad  situation  would  result  in  Senator  LaFollette  and 
other  members  of  the  Senate  charging  that  the  committee  had 
held  a  "lop-sided"  investigation — as  they  charged  in  connection 
with  the  hearings  on  the  Townsend  bill. 


TRANSPORTATION  OF  EXPLOSIVES 

The   Traffic    World    Washington   Bureau 

The  Commission  has  issued  supplemental  orders,  effective 
September  15,  in  No.  3666,  in  which  it  prescribed  rules  and  regu- 
lations for  the  transportation  of  explosives  and  dangerous  arti- 
cles, amending  paragraphs  in  the  regulations  covering  freight 
and  express,  as  follows: 

1558  (b)  Packages  of  high  explosives  containing-  no  liquid  ex- 
plosive ingredient  whose  shipment  in  bulk  is  authorized  by  paragraph 
1556  must  not  exceed  140  pounds  gross  weight.  (Freight.) 

That  specification  No.  32  of  the  regulations  be,  and  it  is  hereby, 
amended  by  the  addition  thereto  of  the  following: 

Class  G 
Metal  Mailing  Cylinder  (Express) 

62.  Each  container  shall   consist  of  a  metal   cylinder  made  of  tin 
of  not  less  than   30  gauge  U.   S.   Standard   (107   Ib.   tin),   with  bottom 
and  all  other  seams  securely  soldered.       , 

63.  The   cylinder  and   cover  must   be   completely   lined   with   hard 
fiber  board  %  in.  in  thickness,  as  specified  in  paragraph  54  herein. 

64.  The   cover  must   consist  of   a   metal   screw   cap   of   the   same 
thickness  of  metal  as  the  cylinder  body  and  with  not  less  than  three 
(3)    threads. 

65.  The  total  maximum   quantity  of  film  that  may  be   carried   in 
one  container  must  not  exceed  six  (6)  rolls  of  approximately  fifty  (50) 
feet  each,  or  a  total  of  300  feet. 

66.  Each  cylinder  must  be  plainly  marked  on  the  bottom  thereof 
with  a  symbol  consisting  of  a  rectangle  and  the  following  marking: 

I.   C.  C.— 32  G. 

The  letters  and  figures  in  this  symbol  must  be  at  least  %  inch 
high.  The  symbol  shall  be  understood  to  certify  that  the  package  com- 
plies with  all  the  requirements  of  this  specification. 

Cases    Now   In   Service 

*67.  Cases  now  in  service  which  were  manufactured  and  pur- 
chased prior  to  the  effective  date  of  this  specification  and  which  com- 
ply with  and  are  marked  to  show  compliance  with  Shipping  Container 
Specification  No.  32,  effective  September  30,  1918,  or  with  this  specifi- 
cation, may  be  used  provided  they  are  in  proper  shipping  condition  and 
afford  as  secure  a  container  as  similar  type  packages  constructed 
under  this  specification. 


•Reissue  of  par.   62,  effective   September  1,   1921. 


COAL  PRODUCTION  REPORT 
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Production  of  soft  coal  in  the  week  ended  August  20  is  esti- 
mated at  7,704,000  net  tons,  a  decrease  of  52,000  tons  when  com- 
pared with  the  preceding  week  in  the  weekly  report  of  the  Geo- 
logical Survey  under  date  of  August  27.  The  Survey  said  the 
output  was  "still  a  good  half  million  tons  greater  than  the  low 
point  reached  in  the  first  week  of  August." 

"The  all-rail  movement  to  New  England  recovered  percep- 
tibly during  the  week  ended  August  20,"  the  report  stated.  "Re- 
ports show  that  2,460  cars  of  anthracite  and  2,982  cars  of  bitumi- 
nous coal  were  forwarded  through  the  Hudson  gateways,  against 
2,313  and  2,560  cars,  respectively,  in  the  week  of  August  16. 

"For  the  seventh  consecutive  week  shipments  of  soft  coal 
from  Lake  Erie  ports  declined.  Reports  from  the  Ore  and  Coal 
Exchange  show  that  the  total  dumped  in  the  week  ended  August 
21  was  649,224  net  tons,  a  decrease,  when  compared  with  the 
week  preceding  o*  12,917  tons.  Of  the  total  dumped,  625,809  tons 
were  cargo  coal  and  23,415  tons,  vessel  fuel. 

"Owing  to  the  heavy  movement  in  the  early  months  of  the 
present  season,  cumulative  dumpings — 15,438,046  tons — exceed 
those  of  the  three  years  preceding." 

The  survey  said  while  the  movement  of  coal  up  the  lakes 
and  on  to  the  docks  had  been  heavy,  the  movement  inland  had 
been  light.  Previous  reports  of  the  survey  showed  that  up  to 
July  31  the  receipts  of  hard  and  soft  coal  during  the  present 
season  at  Duluth-Superior  harbor  were  substantially  in  excess 
of  any  of  the  three  years  preceding.  Inland  shipments  this  year 
from  the  Duluth-Superior  harbor,  however,  totaled  only  60,736 
cars  up  to  July  31,  as  against  132,084  cars  in  1920  and  103,669 
cars  in  1919,  the  latter  having  been  a  dull  year.  As  a  conse- 
quence, the  survey  said,  coal  has  been  accumulating  on  the  docks 
in  greater  volume  than  normal,  a  fact  which  has  been  reflected 
in  a  decline  in  movements  from  Erie  ports  to  upper  lake  ports 


which  set  in  early  in  July.  There  was  a  marked  increase  in 
the  July  movement  inland,  the  total  having  been  13,448  cars  as 
compared  with  9,557  cars  in  June,  and  7,883  in  May.  The  July 
movement,  however,  was  below  normal. 

A  total  of  58,674  net  tons  were  dumped  for  export  at  Hamp- 
ton Roads  in  the  week  ended  August  20,  as  against  33,008  tons 
the  week  before.  Present  exports,  however,  the  survey  said,  are 
less  than  a  sixth  of  the  June  maximum. 


RATES  ON  SAND  FROM  MICHIGAN  CITY 

The  complaint  of  the  Ohlemacher  Brick  Company,  of 
Michigan  City,  Ind.,  which  resulted  in  the  suspension  of  supple- 
ment* 2  and  4  of  Michigan  Central  tariff  I.  C.  C.  No.  5377,  made 
no  allegations  as  to  unreasonableness  or  discrimination.  Ac- 
cording to  A.  O.  Ohlemacher,  secretary  of  that  company,  who 
appeared  at  the  hearing  in  I.  and  S.  1371,  in  which  the  suspended 
supplements  were  involved,  before  Examiner  H.  C.  Wilson,  in 
Chicago,  September  1,  the  rate  on  sand  from  Michigan  City, 
Ind.,  to  destinations  in  the  Johnstown-Connellsville  district,  con- 
tained in  these  supplements,  were  made  in  an  entirely  proper 
manner.  He  said  that  he  requested  the  retention  of  the  old 
rates  of  $3.60  to  Johnstown  and  $3.40  to  the  other  points  so  that 
it  might  be  possible  for  his  company  to  try  to  get  business  in 
that  territory  in  the  future,  a  thing  which  he  claimed  would 
be  impossible  under  the  suspended  rates  of  $4.34  and  $4.06. 

On  cross-examination,  he  admitted  that  his  company  had  not 
yet  succeeded  in  selling  a  single  car-load  of  sand  in  the  terri- 
tory in  question,  although  the  lower  rates  had  been  in  effect 
since  May  15,  1921.  H.  A.  Hunt,  chief  of  the  traffic  bureau  of  the 
Michigan  Central,  explained  that  the  lower  rates  had  gone  into 
effect  on  that  date  due  to  an  error  made  by  a  tariff  clerk  when 
preparing  a  re-issue  of  the  advanced  rates  under  Ex  Parte  74. 
These  rates,  he  said,  were  in  fact  illegal,  because  the  40  per  cent 
increase  had  not  been  applied  properly,  it  being  added  simply 
to  the  Pittsburgh  rate  and  a  60  cent  arbitrary  added  for  the 
additional  hauls  to  the  various  points  in  the  Johnstown-Con- 
nellsville district.  An  attempt  at  correction  was  made,  he  said, 
as  soon  as  the  attention  of  the  road  was  called  to  the  error, 
with  the  result  that  the  corrected  schedule  was  suspended. 

"Under  the  rates  as  suspended,"  he  said,  "the  spread  in  the 
rate  from  Chicago  and  Peoria  and  that  from  Michigan  City  would 
be  38  cents,  while  under  the  present  rates  it  is  84  cents,  far 
too  high  for  a  difference  of  59  miles  in  haul.  We  should  not  be 
required  to  keep  in  effect  rates  which  were  made  in  error,  and 
which,  even  though  they  are  low  beyond  reason,  have,  never- 
the  less,  failed  to  move  a  single  car  of  sand."  Rate  compari- 
sons were  introduced  to  show  that  the  suspended  rates  were 
low  in  comparison  to  rates  from  the  Ottawa  sand  producing 
district  of  Illinois  for  similar  distances,  which,  the  witness  said, 
had  been  designated  by  the  Commission  as  reasonable  in 
docket  No.  10927. 


I.  &  G.   N.   LOAN. 

James  A.  Baker,  receiver  of  the  International  &  Great 
Northern  Railway  Company,  has  been  authorized  by  the  Com- 
mission to  deliver  24  notes,  each  in  face  amount  of  $8,601.93, 
to  the  Baldwin  Locomotive  Works  in  part  payment  for  eight 
locomotives,  and  to  pledge  receiver's  certificates  aggregating 
$194,300  with  the  Secretary  of  the  Treasury  for  a  loan  of  like 
amount  to  be  applied  on  the  purchase  price  of  the  locomotives. 


LEASE    OF    R.,    H.    &    L.    RAILROAD 

Acquisition  by  Henry  S.  Hastings,  receiver  of  the  Pitts- 
burg,  Shawmut  &  Northern  Railroad  Co.,  of  control  of  the  Roch- 
ester, Hornellsville  &  Lackawanna  Railroad,  by  lease,  has  been 
authorized  by  the  Commission.  The  Rochester  line  extends  from 
a  connection  with  the  Pittsburg  line  at  Moraine,  N.  Y.,  to  Hor- 
nell,  N.  Y.,  a  distance  of  10.38  miles.  It  has  been  operated  for 
years  by  the  Pittsburg  and  the  authorization  of  the  Commission 
will  permit  the  execution  of  a  new  lease. 

LOAN  TO  MAINE  CENTRAL 

The  Commission  has  approved  a  loan  of  $400,000  to  the 
Maine  Central  to  aid  the  company  in  providing  itself  will 
equipment  and  other  additions  and  betterment.  The  money  will 
be  used  in  connection  with  the  purchase  of  8  locomotives  and 
miscellaneous  equipment  and  the  rebuilding  of  110  rack  cars 
and  additions  and  betterments. 


D.,   L.  &   W.    LEASE   OF   SUSSEX    RAILROAD 

The  Delaware,  Lackawanna  &  Western  has  applied  to  the 
Commission  for  authority  to  lease  the  property  of  the  SUSSQ? 
Railroad  Co.  of  New  Jersey.  The  D.,  L.  &  W.  has  sole  control 
of  the  Sussex  property  by  virtue  of  the  ownership  and  control 
of  30,875  shares  of  the  total  outstanding  issue  of  32,772  shares 
of  the  carrier.  Execution  of  the  lease  will  effect  a  saving  in 
operating  expense,  the  applicant  said,  because  under  the  present  1 
form  of  control  and  operation  separate  accounting  in  making 
repol-ts  to  national  and  state  regulatory  bodies  has  been  neces- 
sary. 
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GENERAL  FREIGHT  SERVICE  ASSOCIATION 

(INCORPORATED) 

TRANSPORTATION  AND  TRAFFIC  SPECIALISTS 

Suite— 822  Victoria  Building— Eighth  and  Locust  Sts.,  St.  Louis,  Mo. 
I.  L.  BURLINGAME.  President  W.  E.  McGARRY,  Vice-Pres.  &  Gen'l  Mgr.  A.  E.  HAID,  Counsel 

Formerly  General  Manager  Formerly  A»«t .  General  Manager  Terminal  Formerly  Assistant  General 

Terminal  R.  R.  Association  Railroad  Association  of  St.  Louis  and  Attorney—  St.  Louis  and 

of  St.  Louis  Chairman  St.  Louis  District  Car  Service  San  Francisco  R.  R.  Co. 

Division,  American  Railway  Association 

J.  C.  RYAN,  Traffic  Manager  J.  F.  ROACH,  Manager  Demurrage  Dept. 

Formerly  General  Freight  Agent  Formerly  Manager  of  the  Railroads' 

Illinois  Terminal  Railroad  Co.  Central  Demurrage  &  Storage  Bureau 


This  corporation,  with  general  offices  in  St.  Louis,  Mo.,  is  organized  to  furnish  expert  service  to  shippers 
in  their  business  relations  with  railroads. 

Every  problem  confronting  shippers  in  Transportation,  Traffic,  Engineering,  Car  Service,  Rates,  Demurrage 
and  Legal  matters  when  submitted  to  us  is  handled  to  conclusion  and  to  the  satisfaction  of  the  client. 

THE  ABOVE  STAFF  REPRESENTS  150  YEARS  OF  COMBINED  EXPERIENCE  IN  THE  VARIOUS 
BRANCHES  OF  RAILROAD  SERVICE  WHICH  IS  NOW  AVAILABLE  TO  THE  SHIPPING  PUBLIC  IN  ANY 
PART  OF  THE  UNITED  STATES. 

We  furnish  rates;  routes;  audit  freight  and  demurrage  accounts;  file  and  collect  claims  for  overcharge's, 
loss  or  damage;  handle  cases  of  improper  rate  or  classification  items  for  adjustment;  prepare  and  handle  cases 
to  conclusion  before  the  Interstate  Commerce  Commission,  State  Public  Service  Commissions,  or  in  any  Court; 
trace  lost  or  delayed  shipments;  furnish  consultation  service  on  engineering  matters  involving  plant  locations, 
proper  track  layout  for  economical  operation;  furnish  analytical  studies  and  reports  on  any  matter  in  connection 
with  your  transportation  problems. 

We  furnish  complete  service  for  shippers  whose  business  will  not  warrant  expense  of  high-class  traffic 
department. 

We  furnish  valuable  consultation  service  to  shippers  having  traffic  departments. 

WE  CAN  ORGANIZE  A  TRAFFIC  DEPARTMENT  FOR  ANY  BUSINESS  OR  COMMERCIAL  BODY 
AND  PUT  IT  IN  CHARGE  OF  A  HIGH-CLASS  MANAGER  ON  SHORT  NOTICE  AND  GUARANTEE  FULL 
SUPPORT  TO  IT  FROM  OUR  GENERAL  OFFICE. 

We  solicit  your  inquiries  and  will  be  glad  to  furnish  list  of  satisfied  clients  on  request. 
Reference:  Union  Station   Trust  Co.,  St.  Louis,  Mo. 


PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
A  msterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 

St.  Louis  Office:  Birmingham  Office: 

1217  Pierce  Building  424-425  Chamber  of  Commerce  Bid g. 

IRVING  H.  HELLER,  Manager  GEORGE  C.  McLAUGHLIN,  Manager 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law.  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Sirrlce  Corporation,  Colorado  Building,  Washington,  D.  C. 


Penalty   on    Shipments    Packed    in    Fiberboard   Container 

Illinois. — Question:  We  beg  enlightenment  on  rule  41,  sec- 
tion 1-B,  Consolidated  Classification  No.  2.  This  rule  names  a 
20  per  cent  penalty  on  shipments  packed  in  fiberboard  contain- 
ers that  do  not  conform  to  the  specifications  as  per  rule  41. 

If  we  ship  a  carload,  part  of  which  was  packed  in  containers 
in  full  conformity  to  rule  41  and  part  of  which  was  packed  in 
containers  not  fully  in  conformity  tb  rule  41,  would  a  penalty 
of  20  per  cent  additional  in  the  freight  rate  apply  to  the  entire 
carload  or  only  to  that  part  of  the  car  which  was  packed  in 
containers  not  in  conformity  with  rule  41? 

Answer:  In  our  opinion,  the  20  per  cent  penalty  should  be 
charged  only  on  that  part  of  the  shipment  which  is  packed  in 
containers  which  do  not  conform  with  rule  41.  In  so  far  as  the 
regular  freight  charges  are  concerned,  the  shipment  is  to  be 
considered  as  a  straight  carload  and  subject  to  the  carload  rate 
on  the  article  being  shipped.  It  cannot  be  considered  as  a 
mixed  carload  of  different  articles  on  which  the  carload  rate 
applicable  to  the  highest  classed  or  rated  article  is  to  be  ap- 
plied, in  accordance  with  rule  10  of  the  classification,  for  the 
reason  that  there  is  only  one  article  being  shipped  and  it  is 
packed  in  only  one  kind  of  a  container,  i.  e.,  fiberboard  boxes. 

The  20  per  cent  penalty  provided  for  in  rule  41  is  to  cover 
the  carrier's  additional  risk  of  transporting  goods  packed  in 
containers  which  do  not  comply  with  the  rule,  and  the  extra 
charge,  in  our  opinion,  should  therefore  be  made  on  such  pack- 
ages only. 

Measure   of    Damages   for    Partial    Damage   to   Shipment    Moving 
Under   Released    Rate 

New  York. — Question:  One  rug  weighing  40  pounds  was 
shipped  from  the  west  to  an  eastern  point.  The  rug  was  re- 
leased to  valuation  $125  per  100  pounds.  The  actual  weight  of 
the  rug  was  40  pounds,  but  the  owner  was  assessed  freight  on 
basis  of  minimum  weight  100  pounds.  The  rug  was  damaged 
in  transit. 

The  railroad  responsible  now  proposes  to  pay  $50,  covering 
the  full  value  of  the  rug  and  retain  same  on  the  basis  that  the 
released  value  of  $125  per  100  pounds  is  equal  to  $1.25  per  pound  . 
weight  of  the  rug.  This,  notwithstanding  the  shipper  was  as- 
sessed freight  on  basis  of  100  pounds.  The  invoice  value  of 
the  rug  is  $110.  Is  the  owner  entitled  to  collect  full  value? 

Answer:  We  assume  that  this  shipment  moved  under  the 
ratings  provided  for  in  the  Western  Classification.  If  so,  it  will 
be  noted,  by  referring  to  the  classification,  that  rugs,  L.  C.  L., 
released  to  a  valuation  of  $125  per  100  pounds,  are  rated  1% 
times  first  class,  and  that  the  minimum  charge  for  a  single 
L.  C.  L.  shipment,  classified  higher  than  first  class,  is  the  charge 
for  100  pounds,  at  the  first  class  rate.  As  the  shipment  in  ques- 
tion weighed  only  40  pounds,  charges  should  be  assessed  on 
basis  of  the  minimum  charge,  i.  e.,  the  charge  for  100  pounds,  at 
the  first  class  rate.  The  Western  Classification  rating  on  rugs, 
L.  C.  L.,  released  to  valuation  of  $275  per  100  pounds,  is  2% 
times  first  class,  and  the  charges  on  a  rug  weighing  40  pounds, 
released  to  this  valuation  (the  invoice  value  of  rug  in  question), 
would  be  the  same  as  the  minimum  charge  referred  to  above. 
On  this  particular  shipment  there  would  have  been  no  difference 
in  the  freight  charges  if  the  shipment  had  been  released  to  the 
invoice  value  instead  of  to  a  value  considerably  less  than  the 
invoice  value. 

However,  as  the  shinment  was  released  to  a  valuation  of 
$125  per  100  pounds  or  $50  for  40  pounds,  the  carrier's  liability 
is  limited  to  an  amount  not  exceeding  $50,  even  though  charges 
were  collected  on  basis  of  100  pounds.  The  assessment  of 
charges  on  basis  of  100  pounds  was  brought  about  through  the 
application  of  the  minimum  charge  rule  and  has  no  bearing  on 
the  released  valuation  of  shipment. 

If  the  rug  was  damaged  in  such  a  manner  as  to  render  it 
worthless  you  are  entitled  to  recover  the  full  amount  of  $50. 
However,  in  accordance  with  the  decision  of  the  United  States 
Supreme  Court  in  the  case  of  Western  Transit  Co.  vs.  Leslie, 
242  U.  S.  448,  decided  January  8,  1917,  if  it  was  only  partially 
damaged,  you  are  entitled  to  possession  of  the  rug  and  dam- 
ages based  on  the  percentage  proportion  of  $50  which  the  dam- 


age to  the  rug  bears  to  the  actual  value  of  the  rug  (undamaged) 
at  destination.  For  example,  if  the  actual  value  of  the  rug  at 
destination  was  $120,  and  it  was  damaged  to  the  extent  of  $60, 
you  are  entitled  to  possession  of  the  rug  and  damages  amount- 
ing to  $25. 

Liability  of  Telegraph   Companies 

Illinois. — Question:  We  have  noted  with  particular  interest 
your  reply  to  "Minnesota,"  published  on  page  240  of  the  July  30 
issue  of  The  Traffic  World,  with  respect  to  the  liability  of  tele- 
graph companies  for  delay  in  the  transmission  of  messages.  We 
are  greatly  interested  in  this  feature,  as  we  have  suffered  to 
the  extent  of  several  thousand  dollars,  due  to  delay  in  transmit- 
ting and  delivering  several  of  our  messages. 

It  is  true  that,  in  the  case  you  cite,  recommendation  was 
made  that  they  be  held  liable  for  an  amount  of  $500  on  unre- 
peated  messages  and  $5,000  on  messages  sent  at  the  repeated 
rate,  but  the  question  has  arisen  in  our  minds,  "just  what  does 
this  amount  to?  Is  it  your  opinion  that  the  Commission  will 
compel  the  telegraph  companies  to  assume  liability  to  this 
extent? 

Common  carriers  do  not  assess  a  higher  rate  on  shipments 
on  which  they  expect  to  assume  liability,  and  it  is  the  writer's 
opinion  that  the  telegraph  companies  have  been  getting  away 
with  something,  so  to  speak. 

Answer:  The  Interstate  Commerce  Commission,  in  the  case 
of  J.  L.  Cultra  and  Myrtle  Cultra  et  al.  vs.  Western  Union  Tele- 
graph Company,  61  I.  C.  C.  541,  on  May  3,  1921,  ordered  the 
telegraph  companies  doing  an  interstate  business  to  cease  and 
desist,  on  or  before  July  13,  1921,  and  thereafter  to  abstain 
from  maintaining  or  applying  the  present  rules  and  provisions 
limiting  the  respondents'  liability  for  errors  or  delays  in  the 
transmission  or  delivery,  or  for  non-delivery,  of  interstate  mes- 
sages by  telegraph. 

It  further  ordered  "that  said  respondents  be,  and  they  are 
hereby,  notified  and  required  to  establish,  on  or  before  July  13, 
1921,  and  thereafter  to  maintain  and  apply  rules  and  provisions 
which  shall  limit  said  respondents'  liability  for  errors  or  delays 
in  the  transmission  or  delivery,  or  for  non-delivery,  of  interstate 
messages  by  telegraph  to  an  amount  not  less  than  $500  for  each 
such  message  received  for  transmission  at  the  unrepeated-mes- 
sage  rate,  or  less  than  $5,000  for  each  such  message  received  for 
transmission  at  the  repeated-message  rate,  or  less  than  the 
amount  at  which  any  such  message  received  for  transmission 
at  the  repeated-message,  rate  shall  be  valued  in  writing  by  the 
sender  thereof,  when  tendered  for  transmission  and  upon  pay- 
ment thereof  to  the  respondent  concerned  of  an  additional  charge 
equal  to  one-tenth  of  1  per  cent  of  the  amount  by  which  such 
valuation  shall  exceed  $5,000." 

Up  to  the  present  time  but  two  companies  have  complied 
with  the  Commission's  order  by  filing  with  it  rules  and  pro- 
visions limiting  their  liability.  The  Postal  Telegraph  Company 
in  filing  its  schedules  did  so  under  protest,  saying  that  the  order 
of  the  Commission  is  contrary  to  the  law  and  the  facts  of  the 
case  and  that  the  Commission  is  without  authority  to  make  such 
an  order.  That  it  has  departed  from  the  field  of  regulation 
delegated  by  Congress  and  has  entered  the  field  of  corporate 
control,  dictating  the  contracts  which  telegraph  companies  must 
make  and  imposing  liabilities  not  arrived  at  through  judicial  pro- 
ceedings. That  they  are  deprived  of  equal  protection  of  the 
law  or  that  the  order  amounts  to  taking  of  property  without  due 
process  of  law. 

We  are  of  the  opinion  that  the  Commission  has  the  author- 
ity to  order  the  establishment  of  different  rates  for  the  trans- 
mission of  telegraphic  communications  based  upon  the  amount 
of  liability  assumed  and  it  may  have  its  order  enforced  through 
the  machinery  of  the  federal  courts. 

Liability  of  Carriers  for  Loss  Due  to   Flood 

Missouri. — Question:    On  May  27  we  consigned  a  shipment 
of  various  hardware  items  to  "A"  Company,  Leadville,  Colo, 
shipment,  upon  arrival  at  destination,  was  damaged  to  the  « 
tent   that   consignee   could   not   use   any   part   of   the   shipment 
The  damage  was  caused  by  the  Pueblo   flood.     It  is  our  belit 
that   if  necessary   precaution   had   been   taken   and   if   dam   had 
been  kept  in  first-class  condition,  a  total  loss  of  property  woul 
not  have  occurred. 

We  would  appreciate  your  opinion  as  to  whether  or  not  v 
are  legally  entitled  to  any  part  of  the  damage  that  occurred  on) 
shipments   damaged   as   a   result   of   this   flood. 

Answer:     It   is   very  generally   held   that,   where  a  flood  i 
of  such  extraordinary  character  that  it  could  not  have  been  fore 
seen  or  provided  against,  it  is  an  act  of  God,  and  the  carriei 
is  not  responsible  for  the  loss  of  goods  in  his  possession,  result 
ing  therefrom.     See  Wald  vs.  Pittsburgh,  etc.,  R.  R.,  162  111.  545 
44  N.  E.  888;   Long  vs.  Penna.  R.  R.,  147  Pa.  343,  23  Atl. 
Empire  State  Cattle  Co.  vs.  Atchison,  etc.,  R.  R.,  135  Fed.  I 
Merritt   Creamery   Co.   vs.   Atchison,   etc.,   R.   R.,   139    Mo.  J 
149,  122  S.  W.  322;  Wertheimer  Swartz  Co.  vs.  Mo.  Pac.  R. 
147   Mo.  A.   489,   126   S.  W.   793;    Lamar  Mfg.  Co.  vs.  St.  Louie 
etc.,  R.  Co.,  131  Mo.  A.  115,  110,  S.  W.  601;   Grier  vs.  St.  Louis 
M.  B.  &  T.  R.  Co.,  108  Mo.  A.  565,  84  S.  W.  158. 

Thus  destruction  of  goods  in  the  carriers'  possession  by  tl 
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Concentrate  Your  Flour  for  Export 

Millers  seeking  an  outlet  for  surplus  flour  will  find  it  to  their  advantage  to 
concentrate  their  export  shipments  at  the  port  of  Galveston.  The  cost  is  slight 
and  is  more  than  offset  by  the  advantage  of  having  the  flour  available  for  immedi- 
ate delivery  when  the  market  is  right. 

The  port  has  ample  storage  space  to  handle  any  size  shipments  which  might 
be  routed  this  way.  A  thoroughly  modern,  concrete  warehouse  at  shipside  is  avail- 
able for  immediate  use  on  which  the  minimum  insurance  rate  applies. 

The  rail  service  from  your  mill  to  Galveston  can  not  be  excelled  by  the  service 
to  any  other  port.  The  rates  are,  in  most  instances,  the  same  or  lower  than  the 
rates  applying  to  any  other  port,  providing  your  mill  is  located  in  the  territory  shown 
in  the  accompanying  map. 

For  further  particulars  as  to  storages,  rail  rates  or  other  data,  write  or"  wire 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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catastrophe  known  as  the  "Johnstown  Flood"  was  held  not  to 
render  the  carriers  liable.  Wald  vs.  Pittsburgh,  etc.,  R.  Co.,  162 
111.,  545,  44  N.  E.  888,  53  Am.  SR  332,  35  LRA  356;  Long  vs. 
Pennsylvania  R.  Co.,  147  Pa.  343,  23  A.  459,  30  Am.  SR  732, 
14  LRA  741.  It  is  true  that  the  intermediate  cause  of  the  catas- 
trophe was  the  breaking  of  a  dam,  which  let  loose  a  great  vol- 
ume of  water,  sweeping  away  the  railway  trains  on  tracks  in 
the  valley  below  the  dam,  but  .the  cause  of  the  breaking  of  the 
dam  was  a  flood  in  the  stream  above,  and  this  brought  the  case 
within  the  exception.  It  is  said  that  accidents  arising  from 
the  breaking  of  dams  on  canals  by  reason  of  .a  flood  are  of  such 
exceptional  nature  as  to  be  denominated  an  act  of  God.  Mor- 
rison vs.  McFadden,  10  PaLFR  462. 

If,  however,  the  damage  caused  by  the  flood  might  have  been 
avoided  or  prevented  by  human  prudence,  foresight,  pains,  and 
care  reasonably  to  be  expected  by  it,  the  defendant  is  responsi- 
ble. Porter,  Scrim  Mfg.  Co.  vs.  Central  Vermont  Ry.  Co.,  102 
All.  44;  International  Paper  Co.  vs.  N.  Y.  C.  R.  R.,  166  N.  Y.  S. 
751;  Smith  vs.  Western  Ry.  Ala.,  8  Sou.  754. 

Liability  of  Carrier  for   Damage  to  Shipment  of   Eggs 

Illinois. — Question:  A  loaded  a  car  at  Indianapolis  contain- 
ing 400  cases  eggs  and  24  tubs  of  butter  and  shipped  same  to 
New  York.  This  car  was  unloaded  and  put  into  a  warehouse, 
where,  upon  opening  the  cases,  sixty  cases  of  eggs  contained 
some  slight  breakage  for  which  special  agent  of  the  Trunk  Line 
Freight  Inspection  Bureau  of  New  York  has  refused  to .  allow 
the  carriers  to  pay,  using  for  his  authority  ruling  carried  in  the 
Consolidated  Classification.  Now  I  would  like  to  have  you  ad- 
vise me  whether  or  not  you  know  if  there  was  ever  a  similar 
case  tried  out  in  court  and,  if  so,  in  whose  favor  was  the  judg- 
ment rendered? 

Answer:  Official  Classification  No.  2  provides:  "In  con- 
nection with  shipments  of  eggs,  except  storage  packed  eggs, 
storage  packed  dirties,  and  rehandled  and  repacked  eggs,  if  not 
more  than  five  per  cent  of  the  eggs  are  damaged,  no  claim  will 
be  allowed."  Such  a  provision  was  held  not  to  be  unreasonable 
or  unlawful  by  the  Interstate  Commerce  Commission  in  National 
Poultry,  Butter  &  Egg  Association  vs.  N.  Y.  C.  R.  R.,  52  I.  C.  C. 
47. 

We  are  unaware  of  any  decision  of  the  courts  construing 
such  a  provision,  but  we  are  of  the  opinion  that,  notwithstand- 
ing the  Commission's  ruling,  if  the  shipper  can  show  delivery 
of  the  shipment  to  the  carrier  in  good  order,  and  a  delivery 
by  the  carrier  in  bad  order,  he  can  recover  for  the  full  actual 
damage  sustained,  there  being  no  consideration  on  the  part  of 
carrier  in  the  way  of  a  reduced  rate  for  this  release  of  liability 
on  the  part  of  the  shipper,  although,  as  we  stated  in  The  Traffic 
World  of  March  26,  1921,  in  our  answer  to  Pennsylvania  on 
page  676  of  that  issue,  the  rule  no  doubt  is  effective  in  pre- 
venting disputes  over  small  amounts. 

Undercharge — Liability    of    Consignee    for 

Ohio. — Question:  During  October,  1920,  we  received  carload 
scrap  paper  from  Tampa,  Fla.,  billed  freight  collect.  This  ship- 
ment was  bought  on  delivered  basis,  freight  deducted  from 
invoice. 

We  have  just  received  bill  from  carrier  for  additional  freight 
account  undercharge.  Will  you  kindly  advise  if  we  are  legally 
liable  for  payment  of  this  undercharge,  inasmuch  as  material 
was  bought  freight  allowed  and  further  we  are  unable  to  get 
response  from  shipper.  Please  state  by  what  authority  carrier 
can  force  us  to  pay  this  undercharge. 

Answer:  The  Interstate  Commerce  Commission,  in  Confer- 
ence Ruling  314,  said  that  it  is  not  for  it  to  determine  which 
party,  consignor  or  consignee,  is  legally  liable  for  an  under- 
charge, that  being  a  question  determinable  only  by  a  court  hav- 
ing jurisdiction  and  upon  the  facts  of  each  case.  In  Penn.  R.  R. 
vs.  Qitus,  216  N.  Y.  17,  109  N.  E.  857,  it  was  held  that  in  accept- 
ing and  receiving  the  goods,  the  consignee  made  himself  a  party 
to  the  contract  between  the  consignor  and  the  plaintiff  or  en- 
tered into  an  original  contract  to  pay,  which  took  the  place  of 
the  right  of  the  plaintiff  to  retain  the  property  until  the  charges 
were  paid.  It  was  also  held  that  the  payment  of  a  part  of  the 
correct  amound  did  not  fulfill  or  release  performance  by  the 
defendant  of  his  contract.  In  P.  C.  C.  &  St.  L.  vs.  Fink,  250 
U.  S.  577,  the  Supreme  Court  held  substantially  the  same  under 
somewhat  similar  circumstances  as  the  New  York  Court  held 
in  the  Titus  case. 

Reconsignment  Rules  Covering  L.  C.  L.  Shipments 
Arkansas. — Question:  The  matter  of  reconsigning  an  L.  C. 
L.  shipment  has  been  brought  to  my  attention.  While  it  is  my 
understanding  that  an  L.  C.  L.  shipment  can  be  reconsigned 
in  transit  or  on  arrival  at  destination,  I  cannot  recall  any  in- 
structions or  ruling  on  such  shipments. 

Will  you  kindly  give  me  your  understanding  of  the  recon- 
signment  of  an  L.  C.  L.  shipment  giving  your  authority  for  such? 
Answer:  Reconsignments  or  diversions  of  less-than-carload 
freight  are  not  generally  permitted  by  carriers  of  the  country, 
and  there  is  wide  variance  in  the  rules  of  the  carriers  which  do. 
With  a  view  to  securing  a  uniform  rule  the  carriers  throughout 
the  country  joined  in  filing  a  Fifteenth  Section  Application  No. 


5307  during  the  period  of  federal  control  in  which  they  asked 
approval  of  the  rules  submitted  by  them.  The  Commission  in 
Docket  No.  10173,  Reconsignment  and  Diversion  Rules,  58  I.  C. 
C.  568,  decided  August  5,  1920,  approved  the  following  rule  as 
a  substitute  for  the  rule  proposed  by  the  carriers:  "Freight 
shipped  at  less-than-carload  or  any-quantity  ratings  when  for- 
warded in  one  car,  from  one  station,  on  one  day,  by  one  shipper, 
on  one  bill  of  lading,  for  delivery  to  one  consignee  at  one  des- 
tination, will  be  diverted  or  reconsigned  subject  to  the  same 
rules  and  reconsigning  charges  applicable  to  carload  freight 
provided  the  revenue  paid  thereon  is  not  less  than  charged  for 
the  following  minimum  quantities;  on  butter,  eggs,  cheese, 
dressed  poultry,  game,  and  all  other  perishable  commodities 
for  the  movement  in  less-than-carload  quantities  refrigerator 
or  ventilator  cars  will  be  furnished  under  the  tariffs  and  for  the 
movement  of  which  a  refrigerator  or  ventilator  car  is  actually 
used,  15,000  pounds;  on  all  other  freight  in  ordinary  equipment, 
24,000  pounds." 

This  rule,  together  with  certain  other  rules  approved  by 
the  Commission  at  the  same  time  were  published  by  the  car- 
riers to  become  effective  on  or  about  December  1,  1920.  Protests 
were  filed  with  the  Commission  by  various  shippers  against 
the  new  rules  as  a  whole  and  they  were  suspended  under  I.  & 
S.  Dockets  Nos.  1250  and  1276.  The  Commission,  however,  in 
its  report,  61  I.  C.  C.  385,  found  that  the  proposed  rule  covering 
reconsignments  of  less-than-carload  shipments,  published  in  the 
suspended  schedules  had  been  justified  and  authorized  the  pub- 
lication of  the  new  rules,  which  met  with  its  approval,  at  a  date 
not  earlier  than  April  1,  1922.  As  a  result,  the  uniform  rule 
will  not  become  effective  for  general  application  before  that 
date. 

We  have  examined  the  current  tariffs  of  several  of  the 
Arkansas  carriers  and  find  that  the  Chicago,  Rock  Island  & 
Pacific  and  the  Missouri  Pacific  carry  a  rule  reading  substan- 
tially as  follows:  "Reconsignment  or  change  of  destination  of 
less-than-earload  shipments  will  be  allowed  (after  arrival  of 
shipment  at  first  destination)  on  basis  of  through  rate  from 
originating  or  intermediate  basing  point  to  destination  or  inter- 
mediate basing  point  without  extra  charge,  when  orders  are 
received  prior  to  arrival  of  shipment  at  destination,  provided 
reconsignment  causes  no  back  or  out-of-line  haul.  If  recon- 
signing orders  are  received  after  arrival  of  shipment  at  destina- 
tion, or  reconsignment  causes  a  back  or  out-of-line  haul,  the 
sum  of  the  rates  to  and  from  the  reconsigning  point  will  be 
charged." 

The  Missouri  Pacific  also  applies  the  rule  approved  by  the 
Commission  on  Arkansas,  Louisiana  and  Oklahoma  state  traffic 
at  the  present  time.  The  St.  Louis-San  Francisco  rule  has  pro- 
visions similar  to  those  published  by  the  Chicago,  Rock  Island 
and  Pacific  and  the  Missouri  Pacific  in  addition  to  other  pro- 
visions. The  St.  Louis  Southwestern  has  no  rule  at  the  present 
time  covering  L.  C.  L.  shipments. 

State   vs.    Interstate    Shipment 

Texas. — Question:  On  October  14,  1920,  we  shipped  from 
Excelsior,  Texas,  on  the  "B"  Railroad,  consigned  to  ourselves 
at  Laredo,  Texas,  car  of  yellow  pine  piling.  This  was  shipped 
on  a  straight  bill  of  lading  and  upon  arival  at  destination  freight 
charges  were  collected  at  36  cents  per  cwt,  while  the  intrastate 
rate  between  Texas  points,  for  this  distance,  on  piling,  figured 
on  mileage  basis,  is  28%  cents.  We  made  claim  against  the 
Railroad  Company  for  overcharge  and  it  was  refunded.  Some- 
time after  the  refund  was  made,  the  railroad  company  came  to 
us  with  a  claim  that  this  carload  of  material  was  exported  to 
Mexico  and  therefore  they  were  entitled,  and  under  the  law 
compelled,  to  collect  the  interstate  rate,  which  would  be  the 
same  as  applied  on  lumber,  36%  cents  per  cwt. 

This  shipment  was  not  billed  by  us  for  export  and  if  it  was 
exported,  we  have  nothing  whatever  to  do  with  it,  as  our  re- 
sponsibility ceased  when  the  shipment  arrived,  freight  charges 
were  paid  and  delivery  made  at  Laredo,  Texas.  We  understand 
that  under  the  "Darnell-Taenzer"  case  it  is  improper  for  the 
railroad  company  to  come  back  at  this  time,  or  at  any  other 
time,  and  make  additional  charges.  Will  you  kindly  advise? 

Answer:  We  would  understand  from  the  above  that  deliv- 
ery was  taken  at  Laredo  under  a  contract  of  sale,  and  the  goods 
reforwarded  by  the  party  to  whom  they  were  sold  by  you.  If 
this  is  so,  and  there  are  no  circumstances  from  which  it  might 
properly  be  concluded  that  a  through  movement  to  an  inifi'- 
state  destination  was  intended  at.  the  time  the  car  left  origin. 
so  as  to  bring  the  shipment  within  the  purview  of  the  case  of 
the  T.  N.  O.  A.  R.  vs.  Sabine  Tram  Co.,  227  U.  S.  Ill,  we  are 
of  the  opinion  that  the  decision  of  the  Supreme  Court  of  the 
United  States  in  the  case  of  the  Gulf,  Colorado  &  Santa  Fe 
R.  Co.  vs.  Texas,  204  U.  S.  403,  is  in  point,  and  that  therefore 
the  intrastate  rate  is  properly  applicable  for  the  haul  to  Laredo. 

Liability    of    Party    for    Goods    Delivered    Through     Mistake    by 

Carrier 

Ohio. — Question:  Kindly  advise  us  if  by  receiving  an  inter- 
state shipment  from  carriers  in  error,  we  are  obligated  to  reini 
burse  them  for  loss  so  occasioned,  the  mistake  not  called  to 
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I  Red  Ball  Freight  Service 


'Car  arrived  24  hours  before  bill  of  lading." 


Think  oT  it!  From  the  time  of  loading  at  Kansas  City  until 
the  car  was  received  for  unloading  at  Memphis — 484  miles  away — 
only  48  hours  elapsed. 

The  Frisco  is  also  the  short  line  from  Saint  Louis  to 
Texas.  Fast  service  is  given  through  all  gateways  if  you  ship 
oia  Frisco  Lines  "Red  Ball"  freight. 


"Red  Ball"  is  a  highly  specialized  feature  of  Frisco  freight 
service,  insuring  prompt  and  expeditious  movement  of  various 
classes  of  merchandise  both  in  carload  and  less-than-carload  lots. 

For  detailed  information,  and  list  of  the  commodities  regularly 
moved  under  "Red  Ball"  orders,  and  how  to  obtain  this  expedited 
service  for  your  shipments,  write, 

George  F.  Macgregor, 

General  Freight  Agent,  Frisco  Lines, 

856  Frisco  Building,  Saint  Louis,  Mo. 
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attention  until  ten  months  afterwards.    Carrier  claim  collectable 
as  an  account  within  six  years  in  the  state  of  Ohio. 

Answer:  As  a  general  rule  of  law  it  is  implied  that,  where 
one  party  receives  benefits  from  the  other  under  such  circum- 
stances that  the  law  presumes  a  promise  on  the  part  of  the 
person  benefited  to  pay  reasonable  price  for  the  same.  Re- 
covery of  that  amount  may  be  had.  Jones  vs.  Tucker  et  al.,  84 
Atl.  1012.  Under  the  laws  of  Ohio,  an  action  upon  a  contract 
not  in  writing,  either  express  or  implied,  may  be  brought  within 
six  years  after  the  cause  of  action  accrues.  Hubbells  Legal 
Directory,  page  637.  We  are  therefore  of  the  opinion  that  the 
carrier  can  recover  from  you  the  reasonable  value  of  the  mis- 
delivered  goods. 

Passage   of  Title  as  Affected   by  Term   "F.O.B."   in   Contract 
of  Sale 

Canada. — Question:  Will  you  kindly  refer  to  page  328  of 
The  Traffic  World  of  August  13,  your  answer  to  "Oregon"  re- 
term  of  F.O.B. 

From  the  answer  you  have  given  we  gather  that  you  inter- 
pret the  terms  "F.O.B.  Los  Angeles,  freight  deducted  from  in- 
voice" to  be  prima  facie  evidence  that  the  title  was  not  to  pass 
from  the  seller  to  the  buyer  until  delivery  of  the  goods  at  desti- 
nation. 

We  have  a  somewhat  similar  point  that  we  wish  to  raise — 
what  do  the  terms  "F.O.B.  Mill,  freight  prepaid"  mean?  We 
have  always  understood  that  this  meant  literally  that  the  goods 
were  sold  "F.O.B.  Mill,"  that  is  that  after  clear  receipt  was 
given  by  the  railway  company  handling  and  received  by  the 
seller,  the  title  then  was  in  the  buyer  and  that  any  claim  for 
damage  was  up  to  him.  The  further  terms  "Freight  prepaid" 
simply  meant  that  the  seller  agreed  to  pay  charges  to  destina- 
tion, but  that  it  had  no  bearing  on  the  "F.O.B."  terms — note 
that  there  is  a  comma  between  the  two,  and  a  comma  means  a 
whole  lot  sometimes. 

It  is,  of  course,  legally  agreed  that  a  man  may  sell  goods 
under  nearly  any  terms,  if  they  are  explicit,  within  reason.  Why 
then  is  it  not  possible  for  one  to  sell  "F.O.B.  Mill"  (meaning 
thereby  that  the  title  goes  to  the  buyer  upon  the  seller  receiv- 
ing clear  receipt)  with  the  further  stipulation  then  that  he 
agrees  to  prepay  freight  charges  to  destination  and  have  these 
two,  by  the  use  of  the  forementioned  "comma"  entirely  sepa- 
rate, as  they  are  meant  to  be.  If  you  do  not  agree,  will  you 
give  what  in  your  opinion  really  will  be  the  correct  terms  under 
such  conditions. 

Answer:  Inasmuch  as  the  use  of  the  words  "Freight  pre- 
paid" following  the  term  "F.O.B.  Mill,"  do  not,  in  the  absence 
of  a  recognized  trade  usage,  definitely  signify  who  is  to  pay  the 
freight  in  the  final  settlement,  a  better  term  to  use  would  be 
"F.O.B.  Mill,  Freight  Allowed." 

Reconsignment   after   Placement 

Florida. — Question:  On  December  17th,  1918,  a  carload  ship- 
ment of  lumber  was  made  from  Palatka,  Florida,  to  Detroit, 
Mich.  After  arrival  at  Detroit  shippers  were  notified  car  was 
undelivered.  It  was  then  found  that  an  error  in  destination 
was  made  and  that  the  destination  should  have  been  North 
Flint,  Mich.,  and  carrier  was  notified  to  so  forward.  The  rate 
to  Detroit,  plus  demurrage,  reconsigning  and  the  local  rate 
from  reconsigning  point  was  assessed.  Claim  was  filed  on  basis 
of  through  rate  from  Palatka,  Fla.,  to  North  Flint,  Mich.,  plus 
demurrage  and  reconsigning  charge,  but  declined  by  carriers, 
who  state  that  an  actual  placement  was  made  at  Detroit  (which 
was  general  delivery  track)  and  that  Rule  12  is  applicable.  It 
must  be  borne  in  mind  that  consignee  was  not  located  in  De- 
troit, nor  was  an  order  for  placement  given  at  Detroit  or  shown 
in  the  bill  of  lading.  In  The  Traffic  World  of  April  30,  1921, 
page  936,  under  heading:  "Reconsignment  in  Transit,"  you  deal 
with  a  shipment  on  which  the  routing  was  changed,  but  I  do 
not  believe  that  this  would  fit  this  occasion.  Are  there  any  In- 
terstate Commerce  Commission  cases  covering? 

Answer:  If  the  car  in  question  was  actually  placed  at  the 
original  billed  destination,  the  carriers  are  properly  assessing 
the  combination  of  locals  on  that  point,  plus  a  reconsigning 
charge.  This  matter  was  considered  by  the  Interstate  Com- 
merce Commission  in  the  case  of  Boston  Chamber  of  Commerce 
vs.  Director  General,  59  I.  C.  C.  73,  and  in  that  case  the  Com- 
mission states  that,  in  the  absence  of  instructions  to  contrary, 
it  is  within  the  rights  of  the  carrier  to  place  a  car  for  unload- 
ing as  promptly  as  possible  upon  arrival  at  billed  destination. 
Therefore,  if  in  the  instant  case  the  car  was  placed  on  the  team 
track  at  Detroit,  the  combination  of  locals,  plus  the  reconsign- 
ing charge  must  be  paid.  See  Silica  Sand  Producers  Traffic 
Association  of  Illinois  vs.  C.  B.  &  Q.  et  al.,  62  I.  C.  C.  217. 
Shipper's  Ratification  of  Carrier's  Routing 

Pennsylvania. — Question:  On  April  23,  1919,  we  received 
a  shipment  of  lumber  from  Sherman,  Fla.,  located  on  A.  &  St. 
A.  B.  R.  R.,  and  paid  freight  charges  on  the  basis  of  $0.37.  per 
cwt.  Carriers  have  now  requested  us  to  accept  an  additional 
bill  based  on  $0.43  per  cwt.  account  shipment  traveling  via 
Dothan.  . 

Original  typewritten  bill  of  lading  in  our  possession  shows 


in  route  column  "cheapest"  and  opposite  this  in  pencil  writing 
"via  Dothan."  Vendor  says  they  did  not  insert  or  authorize 
any  routing  other  than  "cheapest"  on  bill  of  lading.  We  havt 
refused  payment  of  the  additional  bill  on  the  grounds  tha 
vendor  or  consignee  is  not  responsible  for  the  pencil  routing 
and  that  carrier's  agent  must  have  inserted  same  without  anj 
authority  from  shipper  or  consignee. 

In  view  of  this  peculiar  circumstance,  we  ask  that  yoi 
advise  if  we  would  be  compelled  to  make  payment  of  the  add! 
tional  charge,  giving  us  a  possible  citation  applying  on  th< 
transaction. 

Answer:  In  Unreported  Opinion  No.  2224,  American  Col 
umn  and  Lumber  Co.  vs.  C.  &  O  Ry.,  a  carrier's  agent  inserte( 
routing  in  the  bill  of  lading,  via  which  route  a  higher  rate  ap 
plied  than  that  applicable  over  another  available  route.  Th< 
Commission  held  that  the  acceptance  and  signing  of  the  bil 
of  lading  by  the  shipper  was  tantamount  to  specific  routing 
instructions  given  by  the  shipper,  and  that  therefore  the  carrie 
had  not  misrouted  the  shipment.  If,  in  the  instant  case,  thi 
words  "via  Dothan"  were  in  the  bill  of  lading  when  it  wai 
signed  by  the  shipper  the  carrier  would  not  be  guilty  of  mis 
routing.  Whether  or  not  they  were  is  a  matter  of  proof. 
Demurrage  Resulting  From  Improper  Notice — Consignee  Liabl< 

for,   Unless  Omitted    Information    is   Called   for  Within 
Prescribed    Free  Time 

Nebraska. — Question:  We  had  a  car  of  coal  forwarded  fron 
A  to  B.  Car  was  transferred  in  transit  and  original  car  num 
ber  was  not  shown  on  original  waybill.  Upon  arrival  consigns 
was  notified  of  a  car  of  coal  for  them  but  on  account  of  no 
having  any  notice  of  a  car  by  this  number,  same  was  not  ac 
cepted  until  it  was  found  that  car  had  been  transferred  i: 
transit  and  original  number  furnished.  In  the  meantime  de 
murrage  accrued  on  car,  which  consignee  paid,  we  in  turn  filinj 
claim  with  the  carrier  who  declined  same  on  ground  that  con 
signee  did  not  comply  with  ruling  in  Fairbanks  Tariff  4-A. 

We  contend  that  it  was  necessary  for  the  carrier  to  advisi 
the  original  car  number  before  legal  collection  of  demurragi 
can  be  made.  Please  refer  to  any  ruling  covering  the  instance! 
above  mentioned  and  advise  us  if  we  can  collect  this  claim. 

Answer:  Paragraph  1,  Sec.  D,  Rule  8  of  J.  E.  Fairbank: 
Demurrage  Tariff  4-A,  I.  C.  C.  8,  reads:  "When  notice  of  arriva 
does  not  contain  all  the  information  specified  in  Rule  4,  Sectioi 
A,  consignee  shall  not  have  the  right  to  call  in  question  thi 
sufficiency  of  such  notice,  unless  within  the  prescribed  fre< 
time,  he  shall  serve  upon  the  railroad's  agent  a  written  statf 
ment  of  the  omitted  information  required,  in  which  event  thi 
time  between  receipt  of  such  statement  and  the  furnishing  o 
the  omitted  information  will  not  be  computed  against  the  con 
signee." 

While  there  has  been  no  decision  of  the  Interstate  Cora 
merce  Commission  construing  this  rule,  we  are  of  the  opinioi 
that  it  is  reasonable  and  must  be  complied  with  by  the  con 
signee  to  avail  himself  of  its  benefits. 

Undercharges — Collection   of  by  Carrier 

New  York. — Question:  Please  advise  if  we  are  obliged  ti 
pay  additional  freight  bills  and  alleged  unpaid  freight  bills  01 
shipments  received  four  and  five  years  ago.  Our  plant  is  lo 
cated  in  the  state  of  Pennsylvania  and  we  understand  the  Com 
mission  limits  such  collections  to  three  years  from  the  date  o 
the  cause  of  action,  but  that  the  several  states  define  othe 
statutory  limits.  Please  advise  what  time  limit  and  provision 
Pennsylvania  makes  in  this  matter. 

Answer:  Section  16,  paragraph  3  of  the  Interstate  Com 
merce  Act  reads,  in  part,  as  follows:  "All  actions  at  law  b; 
carriers  subject  to  this  act  for  recovery  of  their  charges,  or  an; 
part  thereof,  shall  be  begun  within  three  years  from  the  dm 
the  right  of  action  accrues,  and  not  thereafter." 

There  is  nothing  in  the  act  that  raises  the  presumptioi 
that  Congress  intended  to  make  the  aforesaid  period  of  linii 
tation  retroactive.  Therefore,  in  the  instant  case,  the  carrie 
is  governed  by  the  Pennsylvania  statute  which,  according  ti 
Hubbell's  Legal  Directory,  provides  that  actions  on  contracts 
notes  and  instruments  not  under  seal  must  be  commenced  withii 
six  years  from  the  time  the  right  of  action  accrues. 


LA.   &   N.  W.   ABANDONMENT 

E.  B.  Bernstein,  receiver  of  the  Louisiana  &  Northwes 
Railroad  Co.,  has  been  authorized  by  the  Commission  to  aban 
don  the  portion  of  the  company's  railroad  extending  from  Chest 
nut  to  Natchitoches,  La.,  a  distance  of  approximately  22  mil?* 
because  the  tributary  territory  does  not  produce  sufficient  iraffi 
to  make  possible  the  operation  of  the  road  at  a  profit. 


L.  O.,  P.  &  G.  ABANDONMENT 
The  Live  Oak,  Perry  &  Gulf  Railroad  Co.  has  applied  to  tli 
Commission  for  authority  to  abandon  a  branch  line  about  2  mile 
long  off  the  mail  line  of  the  road  near  Loughridge,  Fla.  Aban 
donment  of  a  logging  camp  and  the  destruction  by  fire  of  a  sa\ 
mill  has  deprived  the  branch  of  all  traffic,  the  company  snys. 
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L  „,  ,       VANCOUVER 


•SEATTLE 

TACOMA  | 

PORTLAND 


Dependable 
Transpacific  Freight  Service 


REGULAR      SERVICE      Operator.,   LfnitedmStater  Srfip'ping  Board.        FREQUENT      SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *Vladivostock 


Sequent 
Coastwise 
'(tilings 

BETWEEN 

eattle,      Tacoma, 
ictoria,     Vancouver, 
ortland,    San  Francisco, 
an  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 


•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 
SS  WHEATLAND  MONTANA,  September  15      **SS  KEYSTONE  STATE. 


**SS  SILVER  STATE,  . 
SS  CROSS  KEYS, 


September  17 
.    September  27 


SS  CITY  OF  SPOKANE, 
•*SS  SILVER  STATE,  . 


October  15 

October  20 

November  26 


•'Combination  freight  and  passenger  (Length  535  feet;  21.000  tons  displacement;  speed  17^  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang.  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  COAXET,  September  6        SS  MONTAGUE,  October  2        SS  ABERCOS,  October  28 

For  Sailing  Date*,  Rates,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  .  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 
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Digest  of  New  Complaints 


No.    12909,    Sub.    No.    1.     Cross,    Austin  &   Ireland    Lumber   Co.    et   al., 
Brooklyn,  X.  V.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prejudicial 
and  unlawful  rates  on  shipments  of  lumber  because  of  failure  of 
defendant  to  deliver  shipments  by  lighter  direct  to  the  plants  or 
yards  of  complainants  or  to  public  docks  in  proximity  thereto, 
Without  additional  charge.  Asks  reparation. 

No.  13025.     The  J.  L.  Mott  Co.,  et  al.,  Trenton,  N.  J.,  vs.  Pennsylvania, 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prefer- 
ential or  prejudicial  rates  on  plumbing  material  from  Trenton.  N. 
J.,  to  Jacksonville,  Fla.  Asks  cease  and  desist  order  and  just 
and  reasonable  rates. 

No.   13026.     Wichita  Motors  Co.,   Wichita  Falls,   Tex.,    vs.   Alabama   & 
Vicksburg  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates,  also  unjust  and  unreasonable  rules  and  regulations 
on  self-propelling  freight  vehicles,  parts  and  accessories  from 
various  interstate  destinations  to  Galveston  and  New  Orleans  for 
export.  Asks  cease  and  desist  order,  just  and  reasonable  rules, 
regulations  and  rates  and  reparation. 

No.  13027.     American  Woolen  Co.,  Boston.  Mass.,  vs.  Payne,  as  agent, 
Boston  .&  Maine  et  al. 

Unjust  and  unreasonable  rates  on  bituminous  coal  between 
points  in  New  England  during  federal  control.  Asks  reparation. 

No.    13029.      Italian    Government    Commission,    New    York,    N.    Y.,    vs. 
Payne,  as  agent;  Pennsylvania  et  al. 

Unjust  and  unreasonable  rates  on  pig  iron  from  Bessemer  and 
Johnstown,  Pa.,  to  New  York  for  export  to  Italy.  Asks  reparation. 

No.    13030.     Charles  .F.   Gledhill   Co.,    New  York,   N.   Y.,   vs.   Payne,    as 
agent,  and  Pennsylvania. 

Unjust  and  unreasonable  rates  on  staves  from  Arkadelphia.  Ark., 
to  New  York  for  export,  because  free  lighterage  was  not  given. 
Asks  reparation. 

No.  13031.     Antoine  Chiris  Co.,  New  York,  N.  Y.,  vs.  Sou.  Pac.,  Payne 
et  al. 

Against  a  rate  of  $2.31%  per  100  Ibs.  on  brown  camphor  oil  from 
San  Francisco  to  Dolawanna,  N.  J.,  as  unjust,  unreasonable, 
unjustly  discriminatory,  unduly  prejudicial  and  unduly  prefer- 
ential because  it  exceeded  $1.50.  Asks  reparation  down  to  basis  of 
rate  of  $1.50. 

No.  13032.     Comision  Reguladora  del  Mercado  de  Henequen,  New  York, 
N.  Y.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory  rate 
of  52. 5c  per  100  Ibs.  on  sisal  from  New  Orleans,  La.,  to  Mounds, 
111.;  also  attacks  rates  on  shipments  of  sisal  from  Mounds  to  Chi- 
cago and  between  other  points.  Asks  reparation. 

No.   13033.     Atchison    (Kan.)    Board  of  Trade  et  al.   vs.   A.  T.    &  S.   F. 
et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unjustly  pref- 
erential rates  on  grain  in  carload  lots  from  Atchison.  Kan.,  Kan- 
sas City,  Mo. -Kan.,  and  St.  Joseph,  Mo.,  to  Duluth,  Minn.,  and  to 
points  east  of  the  Indiana-Illinois  state  line  when  handled  through 
Duluth  and  also  from  above  named  points  to  Minneapolis,  Minn. 
Asks  for  just  and  reasonable  rates. 

No.  13034.     Chicago  Fire  Brick  Co.,  Chicago,  111.,  vs.  B.  &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  mixed  shipments  of  sewer  pipe  and  flue  lining 
from  Mecca,  Ind.,  to  points  in  Illinois.  Indiana,  Kentucky,  Mich- 
igan, Ohio.  Wisconsin  and  Minnesota,  because  of  minimum  weight 
exacted.  Asks  cease  and  desist  order,  reasonable,  non-discrimina- 
tory, non-prejudicial  and  non-preferential  minimum  weight. 

No.   13035.     The   Monongahela  Power  and  Railway   Co.,   Fairmont,   W. 
Va.,  vs.  Director  General  Davis,  as  agent. 

Unjust  and  unreasonable  rate  of  80c  per  ton  on  soft  coal  from 
Baxter  to  Jayenne,  W.  Va..  during  period  from  June  25.  1918,  to 
February  4,  1919,  to  extent  it  exceeded  60c.  Asks  reparation. 


No.  13036.     Cayuga  Operating  Co.,  Inc.,  New  York  City,  vs.  Payne,  as 
agent. 

Unjust  and  unreasonable  rates  on  cement  from  Portland  Point 
N.  Y..  to  Buffalo,  Black  Rock,  Brighton,  Fairport,  Norwich.  Cort- 
land,  Elmira.  Syracuse  and  Dunkirk,  N.  Y.,  during  federal  control 
Asks  reparation. 

No.    13037.     Webb-Sumner  Oil  Mill,   Sumner,   Miss.,  vs.   C.  R.  I.  &  p., 
Director  General  Davis  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  pretVr-ntial 
rates  on  cottonseed  from  Memphis,  Tenn.,  and  points  in  Arkansas 
to  Webb,  Miss.  Asks  reparation. 

No.    13028.      George    Green   Lumber   Co.    et   al.,    Chicago,    111.,    vs.    Ann 
Arbor  et  al. 

Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates 
on  compo-board  because  they  exceed  rates  on  wood  core,  papa 
and  fibreboard  and  wallboard  between  various  interstate  des- 
tinations. Asks  cease  and  desist  order,  same  rates  for  compo- 
board  as  apply  on  wallboard  and  reparation. 

No.    13038.      Italian    Government    Commission,    New    York,    N.    Y.,    vs. 
Payne,   as  agent,   Pennsylvania  et  al. 

I'njust    and    unreasonable    rates    on    steel    bars    from    LaiiLlilin 
O..   to  Port  Arthur,  Tex.,  for  export.     Asks  reparation. 
No.    13039.      Hidalgo   Steel    Co.,    Inc.,    New   York,    N.    Y.,    vs.    Pennsyl- 
vania. 

Unjust  and  unreasonable  rates  on  steel  plates  from  Ivy  Koek 
Pa.,  to  Philadelphia,  Pa.,  for  export  to  Malmo.  .Sweden'.  \sks 
reparation. 

No.    13040.      Hazel    Atlas    Glass    Co.,    Wheeling,    W.    Va.,    vs.    DirecA 
General   Davis   and   Pennsylvania. 

Unjust    and     unreasonable     rates    on    coal    from    Meaclowlands 
Pa.,   to  Tyerdale,  Pa.     Asks  reparation. 
No.   13041.     Armour  &    Co.   vs.    Director  General   Davis,   as   agent. 

Unjust      and      unreasonable      rates     on      canned     salmon      from 
Seattle,   Wash.,   to   Los  Angeles,   Calif.     Asks   reparation 
No.     13042.       Meyer-Albert     Grocer     Co.,     Cape     Girardeau,     Mo       vs 
Chesapeake   S.    S.   Co.   et  al. 

I'njust   and    unreasonable    rates   on   canned   tomatoes   fri 
timore,    Md.,    to    Cape    Girardeau,    Mo.      Asks    cease    and    destal 
order,   just  and   reasonable   rates  and  reparation 

No.    13043.      Meyer-Albert  Grocer   Co.,    Cape   Girardeau,    Mo.,    vs.    Xe\\ 
York  Central  et  al. 

Unjust    and     unreasonable     rates    on     canned     vegetabl. 
Phelps.    N.    Y..    to    Cape    Girardeau.    Mo.      Asks    cease    and    flesisl 
order,  just  and  reasonable  rates  and  reparation. 

No.   13044.     Meyer-Albert  Grocer  Oo.,   Cape  Girardeau,   Mo.    vs    Gram' 
Trunk   Western    et   al. 

I'njust  and  unreasonable  rates  on  beans  in  bags  from  Gage- 
town,  Mich.,  to  Cape  Girardeau.  Mo.  Asks  cease  and  delft 
order,  just  and  reasonable  rates  and  reparation. 


WICHITA  NORTHWESTERN   CONSTRUCTION 

The  Wichita  Northwestern  Railway  Co.  has  filed  an  appli 
cation  with  the  Commission  for  authority  to  build  a  railroad 
from  Vaughn  to  La  Crosse,  Kan.  The  kinds  of  traffic  whicl: 
would  be  transported  over  the  road  would  be  agricultural  anc 
forest  products  and  coal,  the  applicant  said. 


SOUTHERN  PACIFIC  ABANDONMENT 
The  Southern  Pacific  Company,  in  an  application  filed  witt 
the  Commission,  has  asked  authority  to  abandon  the  Metropolis 
branch  of  the  company  extending  from  Tulasco  to  Metropolis  ir 
Elko  County,  Nevada,  a  distance  of  7.889  miles,  because  the  roac 
has  been  operated  at  a  loss.  The  territory  through  which  tht 
branch  runs,  the  company  said,  contains  very  few  inhabitants 
nearly  all  of  the  original  settlers  having  moved  from  the  vicinitj 
of  the  railroad  because  their  efforts  to  cultivate  the  land  resulted 
in  failure. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

September  6 — San  Francisco,  Calif. — Examiner  Keene: 
12966 — East  Bay  Water  Co.  et  al.  vs.  Director  General 
12896 — East  Bay  Water  Co.  vs.  Director  General 
12843 — Pacific  Rice  Mills  et  al.  vs.  Director  General. 

September  6— Boston.  Mass.— Examiner  Gerry: 

I.  and  S.  1369 — Woolen  yarn  from  Skowhegan,  Me.,  to  Boston    Mass 
and  other  points. 

September  6— Chicago,   III.— Examiner   Carter: 
12810 — Columbia  Quarry  Co.   vs.   Director  General. 

September  7— Chicago,  111.— Examiner  Bartel: 

I2362— Bell  &  Zoller  Coal  Co.  et  al.  vs.  B.  &  O.  S.  W    et  al 

*  12399— Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 

September   7 — Chicago,    111. — Examiner   Carter: 
12807— California    and    Hawaiian    Sugar    Refining    Corp.    et    al.    vs. 

Sept.  7 — Washington,  D.  C. — Examiner  Fuller: 

504 — The  Cotton  Manufacturers'  Assn.  of  S.  C.  vs.  C.  C.  &  O.  et  al. 
September  7 — Columbus,   Ohio — Examiner  Mullen: 
12712— Hood    Coal   Co.   et   al.   vs.   Monongahela   Valley   Traction    Co. 
et  al. 

September  7— San  Francisco,  Calif.— Examiner  Keene: 

12800— A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Call- 
.»    Inia  Graln  Co.,  vs.  Director  General  and  Sacramento  Northern. 
12802— A.  B.  Haslacher  and  F.  G.  E.  Lange,  doing  business  as  Cali- 
fornia Grain  Co.,  vs.  Director  General. 
Sept.  7— Pittsburgh,  Pa.— Examiner  Cassidy: 

12812— Gulf  Refining  Co.  vs.  Director  General  and  P.  R.  R. 
t-  J— Providence,   R-   I.— Examiner  Gerry: 

Fruit  &  Produce  Exchange  vs.  Rhode  Island  Co. 


September   8 — Chicago,   111. — Examiner   Carter: 

12699 — American    Farm    Bureau    Federation    et   al.    vs.    Aberdeen   S 
Rockfish  et  al. 

September  8 — San  Francisco,  Calif. — Examiner  Keene: 
12723 — Western  Meat  Co.  vs.  Director  General. 
12723  (Sub.  No.  1)— Pacific  Coast  Steel  Co.  vs.  Director  General. 

September  8 — Columbus,  Ohio — Examiner  Mullen: 
12803 — Southern  Ohio  Power   Co.   vs.   Director   General  and  Hockini 
Valley. 

Sept.  8 — Little  Rock,  Ark. — Examiner  Mackley: 

12891 — In   the  matter  of  intrastate   rates  of  the  American   Ry.  Ex- 
press Co.  between  points  in  the  state  of  Arkansas. 

September   9 — Chicago,   111. — Examiner  Carter: 

12841— The    Chicago,    Lake    Shore    &    South    Bend    Ry.    Co.    vs.   Ill 

Cent. 

12727 — Fairbanks,  Morse  &  Co.  vs.  Director  General. 
September  9 — San  Francisco,  Calif. — Examiner  Keene: 

12741 — Nevada  Packing  Co.  vs.  Southern  Pacific  et  al. 
September  9 — Columbus,  Ohio — Examiner  Mullen: 
12816 — Hocking  Valley  Brick  Co.   vs.   Director  General  and  HocWni 

Valley. 

Sept.  9 — Springfield,  Mass. — Examiner  Gerry: 

12809 — East  Springfield  Citizens'   Club  et  al.   vs.  American   Ry.  Ex- 
press Co. 

•ept.  9 — Cincinnati,   O. — Examiner  Jewell: 
12785 — The   Buckeye  Cotton   Oil  Co.  vs.   Director  General,   A.   C.  L: 

et  al. 

lept.   9 — Chattanooga,    Tenn. — Examiner  Gault: 

12734 — Southern  Clay  Mfg.  Co.  vs.  Director  General,  A.  &  W.  P.  et  al 
12674 — The  Micchell  Mfg.   Co.   vs.  B.   &  O.   et  al. 
September  9 — Washington,  D.  C.— Examiner  Paulson: 
I.  and  S.  1378 — Lumber  and  other  forest  products  from  southeasten 
points  to  N.  &  W.  R.  R. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

• 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier .will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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September  12 — Columbus,  O. — Examiners  Quirk  and  Mullen: 
I.  and  S.  1381 — Coal  from  D.  T.  &  I.  R.  R.  mines. 
12851 — In  the  matter  of  intrastate  rates  on  bituminous  coal  within 

the  state  of  Ohio. 

12698 — Southern  Ohio  Coal  Exchange  vs.   C.   &  O.   et  al. 
*  I.  and  S.  1381   (first  supplemental  order) — Coal  from  D.  T.  &  I.  R.  R. 

mines. 
September  12 — Cleveland,  O. — Examiner  Cassidy: 

I.  and  S,  Docket  1374 — Estimated  weight  on  petroleum  crude  oil  from 

Texas. 

September  12 — San  Francisco,  Calif. — Examiner  Keene: 
I.   and   S.   1362 — Decreased   free   time   allowance   at  ports   on   traffic 

from  California. 

Sept.   12 — Washington,   D.   C. — Examiner  McQuillan: 
4800— Sloss-Sheffield  Steel  &  Iron  Co.  et  al.  vs.  L,.  &  N.  et  al.     (Sole 
purpose  of  receiving  proof  of  claims  of  complainants,  Roane  Iron 
Co.  and  Citico  Furnace  Co.) 
September  12 — Chicago,  111. — Examiner  Carter: 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral and  Ind.  Harbor  Belt. 

September  12 — St.  Louis,  Mo. — Examiner  Jewell: 
12722 — Roxana  Petroleum  Corp.  vs.  Director  General,  Wichita  Falls 

&  N.  W.  et  al. 

12806 — Roxana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 
12806  (Sub.  No.  1) — Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 
Sept.   12 — Tulsa,  Okla. — Examiner  Mackley: 

12742 — Empire  Refineries,  Inc.,  vs.  Director  General.  St.  L..-S.  F.  et  al. 
12834 — Victory  Window  Glass  Co.  vs.  A.  T.  &  S.  F.  et  al. 
September  12 — Savannah,  Ga. — Examiner  Wilson: 

12697 — The  Savannah  Cotton  Exchange  et  al.  vs.  A.  C.   U  et  al. 
Sept.  12 — Albany,  N.  Y. — Examiner  Gerry: 

12805 — The  Schuhle   Pure  Grape  Juice  Co.   et  al.  vs.   Director  Gen- 
eral, N.  Y.   N.  H.  &  H.  et  al. 
12894—  Schuhle's  Pure  Grape   Juice   Co.   et  al.   vs.   Director  General, 

N.  Y.   N.  H.   &  H.   et  al. 
Sept.   12 — Corinth,   Miss. — Examiner  Gault: 
11741 — Corinth  Grocery  Co.  vs.   M.  &  O. 
Sept.   13 — St.  Louis,   Mo. — Examiner  Jewell: 

12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 

et  al. 

12737 — Slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737  (Sub.  No.  1) — Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
September  13 — Little  Rock,  Ark. — Examiner  F.  E.  Brown  and  Arkansas 

Railroad  Commission: 

11775 — Arkansas  rates  and  fares  (rates  on  road  building  materials). 
September  13 — Chicago,  111. — Examiner  Wilson: 
I.    and    S.    1377 — Substitution    of    single-deck    for   double-deck    cars 

ordered. 

September  13 — Portland,  Ore. — Commissioner  Hall: 
6490 — Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
8819 — West  Coast   Lumbermen's  Assn.   et  al.   vs.   Boston   &   Albany 

et  al. 

sept.   13 — Oklahoma  City,   Okla. — Examiner  Mackley: 
12721 — Anderson   Clayton   &   Co.   vs.   Director  General. 


September  14 — New  York,  N.  Y. — Examiner  Gerry: 
12672 — The  Barber  Asphalt  Paving  Co.  vs.  L.  V. 
12756— Standard  Underground  Cable  Co.  vs.   L.  V. 

September  14^Cleveland,  O. — Examiner  Cassidy: 
12479 — American  Shipbuilding  Co.  et  al.   vs.   Director  General,  B.  & 

O.  et  al. 
12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  foi 

the  Standard  Parts  Co.,  vs.  Director  General,  B.  &  O.  et  al. 
12826 — The   Grasselli   Chemical    Co.   vs.    Director  General,   N.    Y.    O, 

et  al. 

Sept.   14 — Oklahoma  City,  Okla. — Examiner  Mackley: 

12460 — The  Oklahoma  Live  Stock  Exchange  et  al.  vs.  Director  Gen- 
eral, Abilene  &  Southern  et  al. 

September  14 — St.  Louis,  Mo. — Examiner  Jewell: 
12794 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Missouri  Pacific 
et  al. 

Sept.   14 — Macon,  Ga.— Examiner  Wilson: 

12823 — Macon  Chamber  of  Commerce  vs.  Bangor  &  Aroostook  et  al, 
Sept.   14 — Meridian,  Miss.- — Examiner  Gault: 

12730— The  Eagle  Cotton  Oil  Co.  vs.  A.  G.  S. 
September  15 — Tulsa,  Okla.— Examiner  F.  E.  Brown: 

12953— Manhattan  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 
September  15 — New  York,  N.  Y. — Examiner  Gerry: 

12725 — U.  S.  Steel  Products  Co.  vs.  Director  General,  A.  &  V.  et  al 
September  15 — St.  Louis,  Mo. — Examiner  Jewell: 
12779 — National   Preservers'    and   Fruit  Products'   Assn.   vs.   Abilene 

&  Southern  et  al. 
12779   (Sub.   No.   1) — National  Preservers'   and   Fruit  Products  Assn. 

vs.  Director  General. 

Sept.  15 — New  Orleans,  La.— Examiner  Gault: 
12775 — Foxley  Stave  &   Lumber  Co.   vs.   L.   &   N. 
12799 — Board  of  Commissioners  of  the  Port  of  New  Orleans  vs.  Di- 
rector General. 
12799   (Sub.    No.   1)— Doullut  &  Williams   Shipbuilding  Co.,  Inc.,   vs. 

Director   General. 
September    15 — Los   Angeles,   Calif. — Examiner   Keene: 

12796 — Los  Angeles  Pressed   Brick   Co.    vs.    Pacific   Electric  et  al. 
12811— Globe  Cotton  Oil  Mills  vs.  Director  General. 
September    15 — Baltimore,   Md. — Examiner   Fuller: 

12850 — James  T.   Sykes  and  James   E.    McDonnell,    trading  as   J.   H. 

Dashfields  &  Co.,  vs.  Director  General. 
September  16 — New  York,  N.  Y. — Examiner  Gerry: 

I2863 — Wm.   H.   Kidston  et  al.,   trading  as  A.   G.  Kidston  &   Co.   VS. 

Pa.  R.  R. 
12748— •yilliam   H.   Kidston  et  al.,  trading-  as  A.   G.   Kidston  &  Co., 

vs.  D.  L.  &  W.  et  al. 
September  16 — Birmingham,  Ala. — Examiner  Wilson: 

12815 — West    Alabama    Lumber   Co.    vs.    Director   General,    A.    &   V. 

et  al. 
12817 — West  Alamaba  Lumber  Co.  vs.  Director  General,  A.  T.  &  N. 

et  al. 

'12822 — West    Alabama    Lumber   Co.    vs.    Director    General,    Sou.    Ry. 
et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket  No.  12851.  In  the  matter  of  Interstate  rates  on  bituminous  coal  in  the  state  of  Ohio.  Petition  to  establish  Interstate  rates  to  conform  to 
those  now  in  effect  from  Ohio  and  Inner  and  Outer  Crescent  Groups  to  destinations  in  Ohio,  Indiana,  Illinois,  Michigan  and  Wisconsin;  Docket 
No.  1269$:  Southern  Ohio  Coal  Exchange  vs.  The  Chesapeake  &  Ohio. 


Official  transcripts  of  the  testimony  taken  in  proceedings 
of  the  Commission  (see  Docket  of  the  Commission  in  each 
issue  of  The  Traffic  World)  throughout  the  country  except 
Washington  can  be  had  only  from  The  State  Law  Reporting 


Company,   official    reporters   to   the   Commission,    Woolworth 
Building,  New  York  City. 

The  charge,  as  fixed  by  the  Commission,  is  12%  cents  per 
page  for  each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  &  Counsellor 

Bate  Analysis — Claim! 

Transportation  971  SPITZER  BLOO. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matter!  Relating  to  State, 
Interstate  and  Foreign  Commerce 


QIOBOE  N.  BROWN      OKORQE  L.  BOYLI 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustment! 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  BuUdin|,  Washl  niton.  D.  C 

Ti-li  phone  Main  2702 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     112O    Hurt    Building 

ATLANTA,  GA. 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  fcamlner.  IntintaW 
Commerce  commission,  and  prior  thereto  engaged  In  tti 
practice  of  law  at  Louisville,  Ky. ) 

Special  attention  to  matter!  before  the  Interstate 
Commerce  Commiuion,  Income  Tax  Unit,  Federal 
Trade  Commiuion.  United  State*  Shlpplnc  Board. 
Federal  Courts. 

701-706  WOODWARD  BLDQ.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern  Building        Wnnhlngton,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building. 
St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 


S.  jdeiiibel     III. 


TIIK     TRAFFIC     WORLD 


4X9 


•Wit 

•inn 


TABLE  OF  CONTENTS 


EDITORIAL 

'  Io\  eriunental  .sanit y— Henry  Ford's  magic  touch 493 

DECISIONS   OF    THE    COMMISSION 

ISrick.   . nmmodiu    rates   on.    from    Mamille   to    llronsoll.    111.;    I. 

d  s.    1333    (63  i    C.   >'..  277-278)   497 

i  ement    to    Washington.    Baltimore    and    Annapolis    Klectric 

i:.   i;.  static. us:  1.  and  S.  1337  (63  I.  C.  C..  264-266) 497 

M acini   d!a.)  Freight  Hureiiu  of  Chamber  of  Commerce  of,  vs. 

N.   Y.  N.  II.  &  H.  et  al.:  case  9649;  also  9670.  Same  vs.  S.  A. 

I .    et  al. ;  shoe  leather,  etc.  (63  I.  C.  C.,  327-334) 497 

IVciless  Coal  Co.  of  111.   vs.  A.  T.  &  S.  F.  et  al.;  case  10461; 

also  Sub.    No.   1,  Jones  &    Adams  Co.   vs.   Same;   coal   (63    I. 

i '...    33.1-338) 497 

I  nited  Iron  Works,  Inc..  vs.  Director  Ueneral;  case  11563;  pig 

iron    (t!3   1.   C.    C.,    31o-:!12)    497 

Armour  &  Co.   vs.   D.    I!.  C.   .*    \V.  et    al.:  case   11795;   salt   (63 

I.  C.  C..  373-371)    497 

Natch.-/.   Chamber   of   Commerct!   vs.    IM.   &   Ark.   et  al. ;   case 

8845;   also   VIL'II.   Same  vs.    Ark..   l,a.   ..t  Gulf  et  al..   and  9036, 

Same  vs.   Ark.   ,*i    l,a.    Midland  et  al.:   former  decision  modi- 
lied  (63  I.  C.  C.,    2ss-::iiii) 498 

Matlbicsscn    \-    llcgeler   X.inc    Co.    ct    al.    vs.    C.    \-    N.    \V.    et   al.: 

sulphuric  acid    (i;:i   I.   C.   C.,   :!lll-304) 498 

Kail-and-watcr     rates      from      Atlantic     seaboard      territory     to 

Tesas  points;   I.  and  S.  12NO   (Ii3  I.  C.  C..  2IJ7-276) 499 

Whitacre-Circer   Fireproonng  Co.  vs.  P.  Co.  eta!.;  case  11391; 

car>    foi    htiildinu    lilc    500 

''alifurnia    Fruit    (growers'    Kxchange    vs.    C.    &    N.    W.   et   al.; 

case  111.77:  oranges  (63  I.  C.  C.,  361-362) 500 

Moe.    Frank   I'.,  Lumber  Co.   vs.   S.   P.;  case  11807;   lumber  (63 

1.    C.    C.,    :::,  1-356)    500 

Seeds,    flower   and    garden:    classification    ratings    on;    I.    and 

S     1340  (63  I.  C.  C..  285-286)    500 

Pulpwood     from    S.     C.     to    Canton.     S.    C.;     I.     and    S.     1349 

:   1.  C.  C.,  287)    500 

Fort  Dodge  Commercial  Club  et  al.  vs.  Ark.  Cent,  et  al.;  case 

11C.73;  petroleum  fuel  oil  (63  I.  C.  C.,  357-360) 500 

Fl  I 'a so  Sash  and  Door  Co.  vs.  A.  T.  &  S.  F.  et  al.;  case  11372; 

window  glass  (63  I.  C.  C..  342-344) 500 

I'aint   or  varnish   spraying   booths;    classification   ratings   on: 

1.   and  S.   1341    (63  I.   C.  C.,   282-284)    501 

TENTATIVE    REPORTS   OF   THE   COMMISSION    501 

REDUCTIONS    IN    GRAIN    RATES 503 

MISCELLANEOUS   TRAFFIC   DECISIONS 

Cases   decided  by  state  and  federal  courts 507 

I   SHIPPING    DECISIONS 
Cases  decided  by  state  and  federal  courts 508 
LOSS   AND   DAMAGE  DECISIONS 

rases  decided  by  state  and  federal  courts 509 

THE   OPEN    FORUM 

Henry    Ford.,   miracle    man 513 

QUESTIONS  AND  ANSWERS 

I.eual  and  practical  questions  answered   by  experts :,ls 

PERSONAL    NEWS    AND    NOTES 524 

(     NEW    COMPLAINTS 

of  petitions  filed   with  the  Commission Ml 

DOCKET   OF   THE    COMMISSION 

Mates   and    [places    of    hearings   and   a  I  -"I  intents .".211 

REDUCTIONS    ON    WESTERN    LIVE   STOCK...  528 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison 


100%  American 


Premier  Fleet 


Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
139  South  Third  St. 

Pittaburch 

1537    Oliver    Buildin* 
Savannah.    Ga. 


New    York 
42   Broadway 
Mobile.  Ala. 

S.  W.  Cor.  St.  Francis  *  Water  Sto. 
Oakland,    Cat. 


Savannah  Bank  and  Trust  Bide.  Parr  Terminal 

Los    Angeles,    Cal.  Portland,    Ore. 

427    Van    Nnyi    Bldr.  704   Title   &   Trust    Bldf. 

1103    I..    C.   Smith    Bide.,   Seattle.   Wash. 
Itonm   495,    Kllirott    Sq.    Bids'..    Buffalo.    N.    Y. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.)  i  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso) .  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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New 

Industrial 
Sites  at  Buffalo 


The     Lehigh    Valley    Railroad    Company, 
following  the  clearing  up  of  certain  disputed 
titles,  is  offering  for  industrial  development 
a  230-acre  tract  of  land  at  Buffallo  having  exceptional  advantages 
for  the  erection  of  mills,  factories,  elevators,  warehouses,  etc. 

This  property  is  located  directly  on  the  shore  of  Lake  Erie,  less  than 
two  miles  from  City  Hall,  and  has  a  lake  frontage  of  more  than  a 
mile,  well  protected  by  the  South  Breakwater.  It  fronts  directly  on 
Harbor  Turnpike,  formerly  Hamburg  Turnpike,  and  enjoys  frequent 
trolley  service  to  and  from  the  center  of  Buffalo.  Excellent  founda- 
tions are  obtainable.  The  property  can  be  reached  by  lake-going 
craft  without  the  aid  of  tugs.  Spur  tracks  extend  directly  into  the 
property  from  the  adjoining  freight  terminals  of  the  Lehigh  Valley 
Railroad. 

With  the  unequalled  facilities  for  land  and  water  transportation  the 
advantages  of  the  Buffalo  labor  market  and  the  cheap  electric  power 
obtainable  from  Niagara  Falls,  the  opportunities  these  sites  offer 
should  command  the  attention  of  large  manufacturers,  merchants, 
and  shippers. 

Inquiries  are  invited.  Communications  should  be  addressed  to  Mr. 
P.  H.  Burnett,  Industrial  Commissioner,  1 43  Liberty  Street,  New  York 
City,  who  will  furnish  further  details. 
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LUCKENBACH  LINES 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK 
PHILADELPHIA 


HAMBURG 
TO      •!  ROTTERDAM 
AMSTERDAM 


NEW  YORK 
PHILADELPHIA 


TO 


LOS  ANGELES 
SAN  FRANCISCO 
i  SEATTLE 
PORTLAND 


MOBILE 

NEW  ORLEANS 


1 


TO 


LOS  ANGELES 
SAN  FRANCISCO 
SEATTLE 
PORTLAND 


Through  Bills  of  Lading  issued  to  and  from  Hawaiian  Islands  and  North  Pacific  Ports 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 

Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


Central  Bldg. 
Los  Angeles 

A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
Minneapolis 

Metropolitan  Life  Bldg. 
San  Francisco 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


Export  and  Domestic  Freight  Forwarders. 

Consolidators  of  Machinery, 

Household  Goods,  Automobiles,  Pianos, 

and  Everything  for  Export  Anywhere. 


Consolidated  Carload  Freight  Forwarding  Service  is  built  on 
twenty-two  years  of  study  and  experience,  and  covers  the 
Atlantic,  the  Pacific,  the  Continent  of  North  America — in 
fact,  the  World.  But  the  big  fact  to  grasp  is  that  it  covers 
all  those  points  which  assure  safety  of  goods,  prompt  shipment 
and  decided  saving  of  time,  trouble  and  expense. 

Our  Specialties — Household  Goods,  Automobiles,  Machin- 
ery, Toys  and  Pianos,  consolidated  in  carload  shipments  and 
shipped  in  through  cars  at  reduced  rates,  and  General  Commod- 
ities for  Export  to  any  part  of  the  World. 

The  Service  which  is  Different.     "How  different?" 
Let  us  figure  on  your  next  shipment  and  you  will  understand. 

TRANS  -  CONTINENTAL  FREIGHT   COMPANY 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Woolworth  Bldg.,  New  York 

Old  South  Building.  Boston  Hippodrome  Building,  Cleveland 

Ellicott  Square,  Buffalo  Monadnock  Building,  San  Francisco 

Drexel  Building,  Philadelphia  Van  Nuys  Building,  Los  Angeles 

Union  Trust  Building,  Cincinnati  Alaska  Building,  Seattle 

I3th  and  Kearney  Sts.,  Portland,  Oregon 

'Phone  or   Write  the  Nearett  Office 
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GOVERNMENTAL    SANITY 

\\  hether  rightly  or  wrongly,  it  is  more  or  less  gen- 
erally believed  that  the  railroads  can  and  ought  to  do 
something  or  that  something  can  and  ought  to  be  done 
with  them  or  for  them  that  would  relieve  general  busi- 
ness conditions.  We  believe  it  has  been  pretty  con- 
clusively shown — at  least  as  far  as  persons  who  arc 
familiar  with  the  transportation  problem  and  compe- 
tent to  deal  with  it  are  concerned — that  a  general  rcz 
iuction  in  freight  rates  would  not  restore  business  to. 
normalcy,  and  still  more  conclusively  shown  that  a  gen- 
eral reduction  cannot,  in  justice,  be  demanded  of  the 
carriers  in  the  present  condition  pf  their  revenues.  At 
the  same  time,  it  is  beyond  question  that  there  are  situa- 
tions whore  rednrriorig  might  hp  m.ndo  with  ,n  good 


prospect  of  benefit  to  the  business  involved.  It  would 
Seem  that  the  carriers  are  not  much  inclined  to  take  the 
initiative  in  bringing  about  such  reductions,  possibly  be- 
cause they  fear  the  effect  of  such  precedents  as  might 
be  set  thereby,  and  possibly  because  of  the  human 
nature  that  makes  it  more  or  less  difficult  for  anyone 
to  reduce  his  price  except  under  compulsion  or  except 
where  it  is  certain  that  increased  revenue  will  result. 
It  is  true,  also,  that  the  carriers  have  lost  a  great  deal 
of  their  initiative,  from  one  cause  or  another,  and  where, 
in  other  days — admitting  that  they  see  the  necessity  or 
advisability  of  action — they  might  have  been  expected 
tn  do  something  themselves,  they  now  wait  for  some- 
one else  to  do  it  for  them. 

But.  aside  from  this,  all  of  which  is  more  or  less 
vague  and  difficult  of  proof,  there  is  one  thing  on  which, 
we  think,  we  all  may  agree.  That  is  that  the  operating 
1  '-ts  of  the  carriers  are  too  hjgh  P"fl  th:lt  if  fhpy  were 
materially  reduced  the  demand  for  Inwpr  rates,  either 
general  or  specific,  would  cnmi;  with  .it  lo:ist  tnin-li  more 
iorce._  The  principal  item  in  railroad  operating  costs  is 
the  cost  of  labor.  That  item  is  higher  than  for  similar 
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labor  in  private  industry.  The  carriers  would  like  to 
reduce  it  and  those  who  buy  transportation  would  like 
to  see  it  reduced,  in  the  hope  that  the  reduction  would 
be  reflected  in  the  price  of  transportation.  Unbiased 
students  of  economics  think  it  should  be  reduced.  \Vhy 
then,  is  it  not  reduced?  Because  labor  does  not  want 
to  accept  a  lower  wage  and,  under  the  law,  there  is 
no  way  that  it  may  be  compelled  to  do  so  unless  by 
the  sanction  of  the  United  States  Labor  Board,  which, 
thus  far,  has  failed  to  appreciate  the  need  of  the  time. 
.  What  then,  is  the  answer ?  We  should  say  it  was 
abolition  of  the  Labor  Board  and  placing  in  the  hands! 
of  the  carriers  again_thc  control  of  their  operating  costs, 
within  the  bounds  of  the  law  of  supply  and  demand. 
It  is  not  fair  or  logical  to.  take  away  from  the  railroads 
the  power  to  deal  with  their  own  men  and  then  find 
fault  with  them  for  their  high  operating  costs  and  ex- 
pect them  to  charge  lower  rates  than  the  ones  neces- 
sitated by  those  high  operating  costs,  forced  on  them, 
or  permitted  to  remain  on  them,  by  a  government 
agency.  Congress,  without  more  brilliant  speeches  from 
members  who  know  little  of  the  subject,  or  more  in- 
vestigating committees  that  fail  to  investigate,  can  do 
more  for  the  railroads  and  their  patrons,  and — if  the 
theory  that  high  rates  are  hurting  business  is  correct — 
for  business  as  a  whole,  by  repealing  the  act  providing 
for  a  Labor  Board  than  by  any  other  thing  we  know 
of.  It  probably  will  not  do  it  unless  labor  is  willing, 
but,  if  it  will  not,  then,  in  our  opinion,  further  talk 
from  it  on  this  subject  is  idle.  The  remedy  is  at  its 
hand.  And  if  all  who  are  interested  in  obtaining  lower 
rates  and  who  have  devoted  their  energies  to  stirring 
up  their  representatives  in  Congress  and  attempting  to 
influence  public  sentiment  by  writing  letters  to  the 
newspapers  would  see. that  the  one  concrete  thing  to  be 
done  is  to  get  the  cost  of  labor  down  by  putting  con- 
trol over  it  where  it  ought  to  be — with  the  carriers 
themselves — and  do  what  they  could  to  bring  that  about, 
we  rnigjit  get  somewhere. 

Aside  from  thisjeason  for  restoring  to  the  railroad 
managers  control  of  wages,  we  should  like  to  see  it  done 
as  a  move  toward  business  and  governmental  sanitv. 
\Ve  think  one  thing  that  is  the  matter  with  the  railroads 
is  that  they  arc  over-regulated.  \Ve  are  sure  that  over- 
regulation  is  more  than  anything  else  responsible  for 
the  loss  of  railroad  initiative  that  is  becoming  more 
noticeable  every  day.  Why  should  there  be  initiative? 
A  clerk  who  has  no  authority  and  who  is  made  to  feel 
that  his  job  is  to  attend  to  his  routine  duties,  does  not 
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ODLF,  MOBILE  &  NORTHERN 
RAILROAD 

AMD   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C.  & 
St.  L.  R.  R.,  via  Jackson,  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La. ;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


SOUTHBOUND 


71 


4:30  p.  m. 


71       12:30  p.  m. 


LEAVE:  TRAIN      TIME 

Jackson,    Tenn. 
New  Albany,   Miss. 
ARRIVE: 
Meridian 
Mobile 

New   Orleans    (N.    O.    &   N.   E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

53  5:40  a.  m.  2nd  day 

65  5:30  p.  m.  2nd  day 


MILES 
0 

83 

261 
409 
443 
528 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.) 
New   Orleans    (N.    O.    &   N.   E.) 
Mobile 
Meridian 
ARRIVE: 
New    Albany 
Jackson,    Tenn. 


62         3:00  p.  m. 

62         9:40  p.  m. 

72  10:00  p.  m. 

30-72       7:35  a.  m. 

72  12:30  a.  m.  2nd  day 
72         8:00  a.  m.  2nd  day 


to  cear     rom      u      pors  on  spece     sang     ates.        o  speca    avces 
or   arrangements  necessary,  as.  these  services  are  given  on  all   through 


,       . 
shipments    regardless   of   the   commodity 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                G.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.   L   &    W.    R.    R.    Building,    Indianapolis,    Ind.                201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New    York 

330   Iteiich   Building,  Springfield,   111.                                          337   Marquette   Bldg.,   Chicago  728    Monadnock   Bldg.,   San    Francisco.    Calif, 

894    Arcade   Building,    St.    Louie,   Mo.                                     312    Park   Bldg.,    Pittsburgh,   Pa.  609  Wesley-Roberts  Bldg.,  Lo«  Angeles,  Calif. 

107  Railway  Exchange,  Kauai  City,  Ho.                                   41   Porter   Bldg.,  Memphis,  Turn.  514  Cohnam  Bldg.,  Seattle,  Wuh. 
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develop  initialise.  K\en  lliat  which  lu-  may  have  fades 
auay.  Tin-  railroads  an-  not  in  <|uite  such  l>ad  case  as 
lliat.  but  tin-  prinri|>li-  is  the  -ame.  Ili-n-  is  urn-  way 
in  \vliii-li  \\i-  may  restore  to  them  some  sense  of  re- 
sponsibility  and  ]>o\\er  without  in  any  way  robbing  our- 
selves of  the  ehei-k  which  we  are  pleased  to  hold  over 
them  but,  rather,  benefiting  ourselves  specifically  in  the 
\va\  that  we  have  explained. 

With  control  of  their  expenditures  in  their  own 
hands,  subject  only  to  economic  laus  we  should_sa£ 
that  the  railroad  business  ought  then  to  be  expected  ancl^ 
•fcrmitted  to  readjust  itselfas  other  business  must  dft 
and  is  doing.  We  must,  of  course,  supervise  our  com- 
mon carriers  in  the  interest  of  the  public  that  they  may 
not  deal  unfairly  with  us  and  we  must  also,  as  far  as 
is  reasonable,  and  possible,  see  to  it  that  our  policy 
toward  them  is  liberal  enough  so  that  they  may  not  be 
deprived  of  the  ability  to  make  a  living — this  that  they 
may  continue  to  function  and  give  the  public  the  trans- 
portation service  it  must  have;  but  we  must  not  think 
we  can  continue  the  policy  of  private  ownership  and 
at  the  same  time  regulate  every  railroad  method  and 
operation.  We  cannot  by  law  compel  a  profit  for  the 
railroads  and  expect  them  to  continue  to  show  enter- 
prise and  initiative.  We  must  set  them  on  their  own 
feet  and  let  them  walk.  Too  much  protection  and  too 
much  regulation,  we  think,  are  doing  serious  harm  to 
our  carriers. 

Another  danger  that  has  not  yet  appeared  to  any 
serious  extent  but  which  has  showed  its  head  in  the 
western  live  stock  case  and  which  is  expected  by  many 
in  the  western  grain  case,  is  that  of  political  decisions 
by  the  Interstate  Commerce  Commission.  By  this  we 
do  not  mean  political  in  the  sense  that  decisions  are  in- 
duced by  "pull."  We  use  the  word  in  its  broader  and 
more  correct  sense  as  pertaining  to  the  conduct  of  gov- 
ernment. 

Perhaps  it  would  be  wise  to  have  an  Interstate 
Commerce  Commission  that  would  take  its  orders  from 
the  administration  in  Washington  and  make  rates  ac- 
cording to  the  dictates  of  the  party  in  power,  as  that 
party  might  see  its  political  advantage  or  sincerely  view 
the  economic  situation.  But  that  is  not  the  law  now. 
The  Commission  functions,  or  should  function,  under 
the  transportation  act.  It  is  created  by  Congress  and 
charged  with  certain  duties  under  the  direction  of  Con- 
gress.  It  has  no  responsibility  to  the  President,  who 
appoints  its  members,  subject  to  confirmation  by  the 
Senate,  nor  to  members  of  his  cabinet,  much  as  certain 
members  of  the  latter  body  seem  to  desire  to  get  their 
hands  on  the  reins.  It  has  no  concern  with  the  question 
of  business  depression  or  prosperity.  Its  problem  is  to 
decide  whether  the  rates  before  it  are  reasonable,  all 
things  considered.  If  they  are  reasonable,  the  Commis- 
sion, we  think,  has  no  right  to  reduce  them  merely  be- 
cause it  may  think  a  certain  industry  is  hampered  by 
having  to  pay  them.  The  only  protection  of  business 
with  which  it  is  charged  is  the  protection  of  the  carriers 
to  see  to  it  that,  so  far  as  they  may  do  so  without  charg- 
ing unreasonable  rates,  they  make  a  decent  lixing. 
1  here  is  no  more  reason  why  the  Commission  or  any 


other  government  agency  that  might  !><•  selected  should 
order  freight  rates  down  (so  long  as  they  are  not  un- 
reasonable) than  that  the  government  should  arbitrarily 
reduce  any  other  factor  in  the  high  costs  of  any  busi- 
ness regardless  of  the  merits  of  the  other  side  of  the 
ease.  At  any  rate,  that  is  not  the  function  of  the  Inter- 
state Commerce  Commission  as  at  present  constituted. 
When  it  presumes  to  settle  a  rate  case  with  a  view,  not 
to  the  reasonableness  of  the  rates  involved  and  the  need 
of  the  railroads  themselves,  but  to  bringing  business 
"back  to  normalcy,"  it  misinterprets  its  function.  Its 
job  is  to  see  that  transportation  rates  arc  not  unreason- 
able— and  that  is  enough.  If  it  does  that,  it  is  con- 
tributing no  small  share  toward  maintaining  proper 
economic  conditions,  and  it  is  doing  it  without  going 
outside  of  its  proper  sphere.  If  there  were  other 
agencies  to  regulate  similarly  all  rates  and  charges  that 
affect  all  business  there  would  be  little  danger  of  busi- 
ness "depression"  as  a  result  of  unfair  price-making. 
The  Commission  must  not  be  misled  by  those  who 
would  have  it  do  everything.  If  it  attempts  such  a  role 
it  will  bring  disaster  to  the  situation,  and  to  itself  as 
well. 


HENRY    FORD'S    MAGIC    TOUCH 

We  have  had  more  or  less  to  say  in  these  columns 
in  explanation  of  the  success  of  Henry  Ford  with  his 
railroad  property  and  the  conditions  that  differentiate 
his  experience  with  the  D.  T.  and  I.  from  the  general 
railroad  situation.  Though  we  can  make  allowance  for 
the  misunderstandings  of  those  who  have  no  knowledge 
of  transportation  matters  or  the  circumstances  in  this 
particular  case,  we  have  been  unable  to  account  for  the 
ignorance  displayed  by  some  newspapers  and  others 
that  should  k'now  better  in  attributing  the  Ford  railroad 
success  to  genius  in  adopting  new  methods,  thus,  by 
inference,  indicating  the  belief  that  other  railroads  could 
be  equally  successful  and  prosperous  if  their  owners  or 
managers  had  the  necessary  brains.  The  latest  example 
of  what  must  be  attributed  either  to  ignorance  or 
ulterior  motive  in  clouding  the  facts,  is  the  following 
from  an  editorial  in  The  New  York  Commercial,  a  busi- 
ness journal  of  supposed  intelligence  and  standing: 

One  of  the  methods  used  by  Mr.  Ford  (in  bringing  about 
economies  in  the  manufacture  of  his  automobiles  and  corre- 
sponding reductions  in  price)  was  faster  handling  of  freight, 
which  made  it  unnecessary  for  him  to  carry  such  large  reserve 
stocks  of  material  on  hand,  and  which  released  $22,000,000  from 
inventory.  He  was  able  to  do  this  because  of  his  recently  ac- 
quired ownership  of  the  Detroit,  Toledo  and  Ironton  Railroad 
which  served  his  factories.  This  road  was  virtually  bankrupt' 
but  under  his  magic  touch  it  has,  during  the  first  six  months  of 
this  year,  made  half  a  million  dollars  in  operating  profits.  The 
road  is  455  miles  long  and  is  equipped  with  70  locomotives  and 
about  3,000  cars.  It  has  more  business  offered  to  it  than  it  can 
handle  and  would  gladly  reduce  freight  rates  20  per  cent  if  the 
Interstate  Commerce  Commission  would  allow  it  to  do  so.  This 
permission  la  refused  because  it  would  disarrange  freight 
schedules  elsewhere,  so  that  the  road  is  really  making  more 
money  than  it  wants  to. 

How  this  miracle  is  accomplished  is  still  another  chapter 
in  the  wizardry  of  Henry  Ford's  management.  He  began  by 
breaking  away  from  railroad  tradition  and  applying  the  business 
methods  used  in  his  factory.  He  disrupted  the  labor  unions  by 
establishing  the  $fi  minimum  wage  and  an  eight-hour  day,  but 
he  insisted  on  getting  eight  hours'  work,  and  has  reduced  the 
number  of  employes  from  2.700  to  1,650.  He  allows  no  lost  mo- 
tion or  idleness,  and  it  makes  no  difference  what  a  particular 
employe's  job  is,  if  he  finishes  it  in  less  than  eight  hours  he 
must  work  at  something  else  until  his  time  is  up.  If  this  prin- 
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ciple  could  be  universally  applied  it  would  be  a  simple  way  out 
of  most  of  our  industrial  difficulties. 

As  we  have  said  before,  we  do  not  criticise  Henry 
Ford  for  acquiring  this  railroad  and  making  use  of  it 
as  he  has.  It  is  legitimate  enterprise  and  one  that  shows 
his  business  ability.  Nor  are  we  disposed  to  discredit 
anything  he  may  have  done  as  a  railroad  man  in  im- 
proving his  railroad  property  and  making  it  a  more 
efficient  transportation  agency.  In  so  far  as  he  has 
solved  the  labor  problem  on  his  road  or  increased  its 
efficiency  in  any  other  manner,  we  give  him  credit.  But 
we  do  condemn  him  for  his  unfairness,  and  his  disregard 
of  the  evil  consequences  to  others  from  his  act,  in  per- 
mitting it  to  be  understood  by  the  public,  and  actively 
contributing  to  that  misunderstanding,  that  he  has  revo- 
lutionized the  railroad  business,  when  what  he  has  done 
is  merely  to  use  his  power  as  a  big  shipper  to  give  and 
compel  other  roads  to  give  tonnage  to  his  railroad. 
Anybody  could  make  money  out  of  the  road  under  the 
same  conditions.  Ford  might,  perhaps,  on  the  ground 
of  human  nature,  be  excused,  or  at  least  understood,  for 
posing  as  a  railroad  reformer,  but  what  of  journals,  like 
the  one  we  have  quoted  above,  that  permit  themselves 
to  contribute  to  this  illusion  by  their  sickening  stuff 
about  his  "wizardry"  and  his  "magic  touch"? 


MONEY  FOR  THE  CARRIERS 

The  Traffic   World   Washington  Bureau 

If  the  market  will  permit,  the  Railroad  Administration,  it 
developed  this  week,  may  make  an  attempt  to  sell  part  of  the 
railroad  securities  which  it  holds  as  the  result  of  the  funding 
of  carriers'  indebtedness  to  the  government  for  expenditures 
made  by  the  government  during  federal  control.  If  the  Ad- 
ministration could  raise  funds  in  that,  way,  it  was  pointed  out, 
it  would  not  be  embarrassed  by  the  delay  brought  about  by  the 
failure  of  Congress  to  pass  the  railroad  funding  bill  before  the 
recess.  There  is  no  thought,  however,  it  is  said,  that  the  fund- 
ing bill  will  not  be  pushed  for  passage  in  the  Senate  immedi- 
ately after  Congress  reconvenes  September  21.  'Senate  leaders, 
since  the  recess  began,  have  assured  President  Harding  that 
the  funding  bill  would  receive  attention  early  in  the  session. 

President  Harding  has  not  been  anxious  to  have  the  Rail- 
road Administration  engage  in  the  sale  of  railroad  securities 
itself.  He  preferred  that  some  agency  such  as  the  War  Finance 
Corporation  handle  the  matter  and,  therefore,  for  one  reason, 
favored  the  railroad  funding  bill  which  authorizes  the  War 
Finance  Corporation  to  buy  railroad  securities  from  the  Rail- 
road Administration.  He  has  the  authority,  however,  to  sell 
the  securities  taken  as  evidence  of  carriers'  indebtedness  to  the 
government. 

If  the  Railroad  Administration  should  be  able  to  sell  any 
substantial  part  of  the  securities  it  has,  it  would  be  able  to  go 
forward  with  a  general  funding  plan  and  make  settlements  with 
a  number  of  roads  pending  the  passage  of  the  railroad  funding 
bill.  Officials  of  the  Harding  administration  expressed  the  be- 
lief this  week  that  the  market  for  securities  such  as  the  Rail- 
road Administration  holds  was  improving  and  that  the  Ad- 
ministration might  be  able  to  dispose  of  some  of  the  securities 
soon. 

The  Railroad  Administration  has  about  $310,000,000  of  car 
trust  certificates  which  bear  6  per  cent  interest.  In  normal  in- 
vestment periods,  car  trust  certificates  are  regarded  as  desirable 
securities  and  are  not  difficult  to  dispose  of.  The  Railroad  Ad- 
ministration cannot,  however;  sell  the  certificates  at  less  than 
par. 

The  Railroad  Administration  has  something  over  a  hun- 
dred million  dollars  available  for  settlements  -with  the  railroads. 
If  it  could  obtain  another  hundred  million  or  two,  it  could  fund 
the  greater  part  of  the  carriers'  indebtedness  to  the  govern- 
ment for  additions  and  betterments  during  federal  control  and 
pay  the  roads  in  cash  in  making  final  settlements.  That  course 
could  be  followed  until  the  funding  bill  becomes  a  law  and  final 
settlements  thus  would  not  be  held  up. 

There  is  no  doubt  but  that  passage  of  the  funding  bill  will 
be  as  necessary  as  ever,  even  though  the  Railroad  Administra- 
tion should  be  successful  in  raising  money  by  selling  securities, 
because  it  is  not  regarded  as  likely  that  enough  of  the  securities 
could  be  sold  to  enable  the  government  to  complete  the  settle- 
ments with  the  roads  and  fund  the  indebtedness  of  the  roads 


to  the  government  for  ten  years  at  6  per  cent.  If  the  Railroad 
Administration  could  sell  at  par  all  of  its  approximately  $400,- 
000,000  of  securities,  it  probably  would  have  enough  to  settle 
with  the  roads,  but  that  is  not  regarded  as  within  the  range 
of  possibilities  under  existing  conditions. 

"A  considerable  part  of  the  existing  unemployment  is  due 
to  the  position  in  which  the  railroads  find  themselves — short 
of  funds  and  unable  to  make  their  normal  .purchases  and  do 
their  normal  repair  and  equipment  work,"  said  Eugene  Meyer, 
Jr.,  managing  director  of  the  War  Finance  Corporation,  in  a 
statement  this  week  in  which  he  urged  passage  of  the  Town- 
send-Winslow  railroad  funding  bill. 

"Not  only  would  the  railroads  by  the  passage  of  the  bill 
be  put  in  the  position  of  meeting  their  unpaid  accounts  already 
past  due,  but  they  would  be  able  to  go  ahead  with  their  main- 
tenance of  way  and  repair  of  equipment  work.  This  would  di- 
rectly employ  a  large  number  of  men." 

Director  Meyer  reiterated  his  prediction  that  employment 
of  a  million  men  would  follow  enactment  of  the  funding  bill. 

Secretary  of  Labor  Davis,  in  a  Labor  Day  address,  referred 
to  the  proposed  final  settlements  with  the  railroads  as  an  im- 
portant step  in  reducing  unemployment  and  increasing  industrial 
activities. 


PAYMENTS  TO  CARRIERS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts:  Denver  &  Rio  Grande  Railroad  Company,  $800,000; 
El  Paso  &  Southwestern  Company,  $400,000;  Macon  Terminal 
Company,  $71,362.94;  Port  Worth  Union  Passenger  Station  Com- 
pany, $4,529.13;  Albany  Passenger  Terminal  Company,  $5,679.12. 
The  payment  of  these  claims  on  final  settlement  is  largely  made 
up  of  balance  of  compensation  due,  but  includes  all  other  dis- 
puted items  as  between  the  railroad  companies  and  the  ad- 
ministration during  the  twenty-six  months  of  federal  control. 

The  Treasury  Department  has  announced  the  following  pay- 
ments to  carriers  under  loan  certificates  issued  by  the  Com- 
mission: Charles  City  Western  Railway  Company,  $140,000; 
Great  Northern  Railway  Company,  $586,000;  Maine  Central  Rail- 
road Company,  $400,000;  Seaboard  Air  Line  Railway  Company, 
$375,000. 

The  Bonlee  &  Western  Railway  Company  was  paid  $500  on 
account  of  the  guaranty. 

Total  payments  to  the  railroads  under  the  transportation 
act  up  to  September  3  amounted  to  $675,245,716.44,  the  Treasury 
announced,  the  payments  being  divided  as  follows: 

(a)  Under    Section    204,    for    reimbursement    of    deficits 

during    Federal    Control $     1,354, S3!). 74 

(b)  Under  Section  209: 


(1) 


(2) 


To  carriers  to  which  final  payment  of  the  guar- 
anty has  been  made  under  paragraph  (g),  in- 
cluding previous  advances  under  paragraphs 
(h)  and  (i) 1,690,114.71 

For  advances   under   paragraphs    (h)    and    (i)    to 
carriers    as    to    which    a    certificate    for    final 
payment  has  not  been  received  by  the  treasury 
from    the    Interstate    Commerce    Commission..   262,950, 
Under  Section  212: 

(1)  For   partial    payments   in   respect   to   the    guar- 

anty  provided   in   Section   209 1 65,487, 

(2)  For    partial    payments    in    resp«ct    to    the    reim- 
•     bursement    for    deficits    during    the    period    of 

Federal   Control    provided    in   Section    204 1,521, 

(d)   Under  Section  210,  for  loans  from  the  revolving  fund 

of    $300,000,000    therein    provided 242,241, 


(c) 


874.00 
275.05 

945.94 
167.00 


Total    $675,245,716.4  I 


HOOVER  DISCLAIMS  PLOT 

The    Traffic    World    Washington   Bit/can 

Secretary  Hoover,  Sept.  8,  in  response  to  an  inquiry,  denied 
knowledge  of  any  plan  involving  assumption  by  the  Department 
of  Commerce  of  any  functions  of  the  Interstate  Commerce  Com- 
mission. It  had  been  reported  that  Walter  P.  Brown,  chairman 
of  the  department  reorganization  committee  of  the  Harding  ad- 
ministration, would  recommend  shortly  that,  the  Department 
of  Commerce  be  authorized  to  take  over  the  "executive  func- 
tions" of  the  Commission.  Mr.  Hoover  said  his  department  had 
all  it  could  do  without  borrowing  trouble. 


TRANSPORTATION  TAX  REPEAL 

The    Traffic    World    Washington    Bureau 

Secretary  Mellon,  before  the  Senate  Finance  Committee  Sept. 
8,  recommended  retention  of  the  transportation  taxes  at  half  the 
present  rates  in  1922.  The  House  revenue  bill  would  repeal  all 
transportation  taxes  at  the  end  of  this  year. 


W.    MARYLAND    BONDS 

The  Western  Maryland  has  applied  to  the  Commission  for 
authority  to  issue  $1,527,000  of  first  and  refunding  mortgage  5 
per  cent  bonds  to  be  used  as  collateral  for  a  loan  of  $1,000,000 
from  the  government,  which  it  has  requested  to  aid  it  in  pro- 
viding additional  elevator  facilities  at  Baltimore,  Md. 


'nil'.     TRAFFIC     WORLD 


497 


Decisions  of  Interstate  Commerce  Commission 


BRICK,  DANVILLE  TO  BRONSON 

In  I.  and  S.  No.  1333,  "Commodity  Rates  on  Brick  from 
Danville  to  Bronson,  111.,"  opinion  No.  7103,  63  I.  C.  C.  277-8,  the 
Commission  has  found  not  justified  proposed  Increased  interstate 
rates  on  brick  from  Danville  to  Bronson,  HI.,  and  has  ordered 
the  suspended  schedules  canceled  on  or  before  October  6  by  not 
less  than  one  day's  notice,  as  required  by  section  6  of  the  inter- 
state commerce  act.  The  Illinois  Traction  system,  in  schedules 
filed  to  become  effective  May  10,  1921,  proposed  to  cancel  its 
switching  charge  of  14  cents  per  net  ton,  minimum  $3  per  car, 
on  interstate  shipments  of  brick  from  Danville  to  Bronson,  des- 
tined beyond,  and  to  establish  in  lieu  thereof  a  proportional  rate 

<:..">  cents,  minimum  50,000  pounds.  The  Western  Brick  Com- 
pany protested,  and  the  schedules  were  suspended  until  October 
7,  1921.  The  Commission  said  there  was  nothing  in  the  record 
to  justify  establishment  of  charges  in  excess  of  those  now 
assessed  on  protestant's  shipments.  Although  the  charge  of  14 
cents  was  published  as  a  switching  charge,  the  Commission  said 
the  tranportation  which  the  Danville,  Urbana  &  Champaign,  a 
part  of  the  Illinois  Traction  system,  rendered  from  Danville  to 
Bronson  was  in  fact  a  line-haul  service.  The  C.  &  E.  I.  has 
absorbed  the  "switching  charge,"  and  the  Commission  said  It 
had  previously  held  that  the  absorption  by  one  carrier  of  the 
line-haul  charges  of  another  as  a  means  of  establishing  through 
rates  was  unlawful.  (C.,  M.  &  St.  P.  Ry.  Co.  v.  G.  N.  Ry.  Co., 
4!i  I.  C.  C.  302).  The  carriers,  the  Commission  said,  will  be  ex- 
peeted  to  revise  their  tariffs  so  as  to  state  the  rates  in  a  lawful 
manner. 


CEMENT  TO  POINTS  ON  W.,  B.  &  A. 

Proposed  cancellation  of  joint  rates  in  cement  from  points 
in  New  Jersey,  New  York  and  Pennsylvania  to  destinations  on 
the  Washington,  Baltimore  &  Annapolis  Electric  Railroad  have 
been  found  not  justified  by  the  Commission  in  a  decision  in  I. 
and  S.  No.  1337,  Cement  to  Washington,  Baltimore  &  Annapolis 
Electric  Railroad  Stations,  opinion  No.  7101,  63  I.  C.  C.  264-6, 
and  the  suspended  schedules  have  been  ordered  canceled  on  not 
less  than  one  day's  notice  on  or  before  October  13,  1921.  The 
schedules  were  suspended  on  protests  of  the  Whitehall  Cement 
Manufacturing  Company  and  the  Lehigh  Portland  Cement  Com- 
pany, but  the  former  withdrew  its  protest  at  the  hearing.  The 
Lehigh  company  and  the  Hercules  Cement  Corporation,  the  lat- 
.  ter  having  appeared  to  protect  its  interests,  the  Commission  said, 
did  not  object  to  the  measure  of  the  rates,  but  to  the  manner 
of  tariff  publication.  The  proposed  schedules  would  have  can- 
celed joint  rates  via  Camp  Meade  Junction  and  Odenton,  Md., 
thereby  making  applicable  combination  rates.  The  cement  com- 
panies contended  the  publication  of  combination  rates  tended  to 
increase  the  probability  of  error  in  ascertaining  rates  and  caused 
great  inconvenience  to  small  shippers  who  did  not  maintain  a 
large  tariff  file.  The  Commission  said  the  respondents  would 
be  expected  to  revise  the  rate  to  Annapolis  for  general  store- 
keeper delivery  so  that  the  joint  rate  would  not  exceed  the  aggre- 
gate of  the  intermediates  and  to  take  similar  action  with  respect 
to  any  similar  departures  from  the  fourth  section  which  might 
exist.  / 


COAL  REPORT  MODIFIED 

On  I'u i-i  her  hearing,  the  Commission,  in  No.  10461,  Peerless 
Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.,  Director-General,  as  agent, 
et  al.  opinion  No.  7116,  63  I.  C.  C.,  335-8,  has  modified  its  report 
ami  order  in  57  I.  C.  C.,  274,  and  has  entered  an  order  excepting 
from  the  provisions  of  the  original  order  shipments  of  coal  from 
ISisscil,  111.,  to  all  interstate  destinations  in  connection  with  the 
II.  A  ()..  when  interchanged  between  that  company  and  the 
Springfield  Terminal  Railway  Co.;  and  to  destinations  in  Mis- 
souri in  connection  with  the  Chicago  &  Alton,  when  interchanged 
between  that  company  and  the  Springfield  Terminal  Railway 
Co.  The  Commission  further  held  that  rates  on  coal  from  points 
on  the  Springfield  Terminal  Railway  to  various  destinations 
\vere  not  unreasonable  and  denied  reparation. 

In  the  original  report  the  Commission  held  that  rates  on 
coal  from  Colliery  and  Bissell,  111.,  except  via  the  Illinois  Cen- 
iral,  to  various  destinations,  were  unduly  prejudicial  to  the  ex- 
that  they  exceeded  the  rates  contemporaneously  in  effect 
from  other  coal  producing  points  In  the  so-called  Springfield 
group.  The  record  afforded  no  basis  for  a  finding  as  to  the 
n  asonableness  of  the  rates  and  the  case  was  assigned  for  fur- 
ther hearing.  The  Commission  said  additional  evidence  sub- 
milted  by  complainants  supported  the  previous  finding  of  undue 
prejudice  but  added  nothing  to  the  record  so  far  as  the  ques- 
tion of  intrinsic  reasonableness  of  tho  through  rates  was  con- 
n TINMI.  Data  submitted  by  the  defendants,  the  Commission 


said,  Indicated  that  the  Springfield  rates  on  the  barta  of  which 
reparation  was  sought  were  low  compared  with  rates  cited  for 
similar  distances  from  points  in  Indiana,  Ohio  and  Pennsylvania. 
The  Commission  held  the  complaints  had  not  offered  additional 
proof  in  support  of  their  demand  for  reparation  under  the  find- 
ing of  undue  prejudice. 

The  B.  &  O.,  and  the  Chicago  &  Alton  asked  that  Bissell 
be  excepted  from  the  application  of  the  rates  required  in  the 
original  order.  Bissell  Is  outside  the  Springfield  switching  liuiils, 
the  Commission  said,  and  as  the  B.  &  O.  does  not  absorb  switch- 
ing charges  on  coal  originating  at  any  other  mines  outside  the 
switching  limits  it  urged  that  It  should  not  be  required  to  do 
so  on  traffic  from  Bissell.  The  Chicago  &  Alton  asked  that  it 
be  relieved  from  the  necessity  of  applying  the  Springfield  group 
rate  from  Bissell  but  only  as  to  traffic  to  points  in  Missouri. 
This  road  has  in  effect  certain  low  rates  to  points  in  Missouri 
from  mines  on  its  own  lines,  and  mines  on  the  lines  of  its 
connections  within  the  recognized  switching  limits  of  cities 
served  by  it  within  the  Springfield  rate  group  but  that  it  does 
not  apply  these  rates  from  mines  so  situated.  It  contended 
that  to  apply  these  rates  from  Bissell  without  extending  them 
to  apply  to  other  mines  similarly  situated  within  the  group  would 
create  a  discrimination  against  such  other  mines.  The  Commis- 
sion said  the  modifications  sought  were  not  opposed  and  that 
no  reason  appeared  why  they  should  not  be  made.  The  report 
also  embraces  No.  10461,  Sub.  No.  1,  Jones  &  Adams  Coal  Co. 
vs.  Same. 


RATES  ON  PIG  IRON 

Rates  charged  on  pig  iron  from  Midco,  Mo.,  to  Springfield, 
Mo.,  and  lola,  Kans.,  during  federal  control,  were  unreasonable 
to  the  extent  that  the  rate  to  Springfield  exceeded  $2.30  per 
long  ton  and  to  the  extent  that  the  rate  to  lola  exceeded  $3.80 
per  long  ton,  the  Commission  has  decided  in  No.  11563,  United 
Iron  Works,  Inc.  vs.  Director-General,  as  agent,  opinion  No. 
7111,  63  I.  C.  C.,  310-12.  The  defendant  has  been  ordered  to 
pay  the  complainant  $319.43,  with  interest,  as  reparation,  on  or 
before  November  1.  Charges  on  the  shipments  to  Springfield 
were  collected  on  the  applicable  class-D  rate  of  17  cents  per 
100  pounds,  and  charges  on  the  shipment  to  lola  were  collected 
on  the  basis  of  the  class-D  rate  of  27.5  cents.  The  latter  ship- 
ment was  undercharged  because  a  combination  class-D  rate  of 
31.5  cents  was  applicable.  The  shipments  moved  during  Decem- 
ber, 1918,  and  January  and  March,  1919.  On  April  1,  1919,  com- 
modity rates  of  $1.80  to  Springfield  and  $3.80  to  lola  became 
effective  and  the  complainant  sought  reparation  to  the  basis 
of  those  rates.  The  Commission  said  in  view  of  comparisons 
submitted,  the  rate  of  $1.80  seemed  to  be  somewhat  low.  There 
was  nothing  in  the  record  to  support  a  finding  that  the  rates 
charged  were  unduly  prejudicial  or  unduly  preferential  as  al- 
leged by  complainant,  the  Commission  said. 

SALT,  MICHIGAN  TO  CHICAGO 

A  finding  of  unreasonableness  and  award  of  reparation  has 
been  made  by  the  Commission  in  No.  11795,  Armour  &  Co.  vs. 
Director-General,  as  agent,  Detroit,  Bay  City  &  Western,  et  al., 
opinion  No.  7130,  63  I.  C.  C.,  373-4,  on  a  holding  that  charges 
on  salt  from  Marine  City,  Ludington  and  Port  Huron,  Mich.,  to 
Chicago,  111.,  based  on  minimum  weight,  exceeding  car  capacity, 
were  unreasonable.  The  complainant  alleged  that  it  was  im- 
possible to  load  the  cars  furnished  for  the  shipments,  which 
moved  between  January  2  and  April  22,  1918,  to  the  prescribed 
minimum  weight.  The  Commission  said  at  the  time  the  ship- 
ments moved  there  was  an  acute  shortage  of  cars  and  that  the 
defendants,  being  unable  to  furnish  sufficient  box  cars  for  the 
movement  of  this  traffic,  obtained  permission  from  complain- 
ant to  use  some  of  its  returning  refrigerator  cars.  Most  of  these 
cars  were  of  50,000  pounds  marked  capacity,  the  Commission 
said,  and  not  being  adapted  for  the  transportation  of  salt  would 
not  load  up  to  the  carload  minimum  of  60,000  pounds  prescribed 
for  salt,  although  nearly  all  were  loaded  to  full  visible  capacity 
and  above  the  marked  capacity.  Several  of  the  shipments  did 
not  exceed  in  weight  45,000  pounds.  Charges  were  collected  at 
a  joint  rate  of  6  cents,  minimum  60,000  pounds,  and  were  un- 
reasonable, the  Commission  said,  to  the  extent  that  they  ex- 
ceeded those  which  would  have  accrued  on  the  basis  of  actual 
weights  of  the  shipments,  loaded  to  full  visible  capacity  of  the 
cars  used,  at  the  6-cent  rate,  and  that  reparation  should  be 
made  to  that  basis. 


RATES  ON  SHOE  LEATHER,  ETC. 

treasonable  and   non-prejudicial   rates   on   shoe   leather,   cut 
leather  soles,  leather  counters  and  heels,  shoe-sole  leather  and 
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leather  n.  o.  s.,  from  eastern  cities,  Ohio  River  crossings  and 
interior  eastern  points  to  Macon,  Ga.,  have  been  prescribed  by 
the  Commission  in  No.  9649,  Freight  Bureau  of  Chamber  of  Com- 
merce of  Macon,  Ga.  vs.  New  York,  New  Haven  &  Hartford, 
et  al.  The  report  also  embraces  No.  9670,  Same  vs.  Seaboard, 
et  al. 

The  members  of  the  bureau  which  are  interested  in  the 
complaints  are  engaged  in  the  manufacture  of  harness  and  sad- 
dlery, and  in  the  distribution  of  shoe-sole  leather  and  shoe  find- 
ings. They  alleged  that  the  rates  on  shoe-sole  leather  in  rolls 
or  boxes,  in  carloads,  and  on  cut  leather  soles  in  burlap  bags, 
leather  counters  and  heels  in  barrels,  shoe-sole  leather,  and 
leather  n.  o.  s.  in  boxes,  rolls  or  burlapped  bags,  less  than  car- 
loads, from  Pawtucket,  Darlington  and  Providence,  R.  I.,  Boston 
and  Brockton,  Mass.;  New  York,  N.  Y.,  Philadelphia,  Pa.;  and 
Baltimore,  Md.,  via  water-and-rail  or  rail-water-and-rail  routes, 
and  from  Cincinnati,  O.,  Louisville,  Ky.,  Evansville,  Ind.,  and 
Cairo,  111.,  to  Macon,  Ga.,  were  unreasonable  and  unduly  preju- 
dicial in  comparison  with  the  rates  to  Atlanta,  Ga. 

After  reviewing  the  record  in  the  case,  the  Commission 
said: 

As  there  have  been  no  shipments  of  shoe-sole  leather  in  carloads 
to  Macon  upon  which  reparation  could  be  claimed,  it  is  not  necessary 
to  make  a  finding  as  to  the  rates  thereon  in  the  past.  We  find  that 
the  present  rates  on  shoe-sole  leather,  in  rolls  or  boxes,  in  carloads, 
from  eastern  cities  and  interior  eastern  points  to  Macon  via  water- 
and-rail  or  rail-water-and-rail,  are  and  for  the  future  will  be  unduly 
prejudicial  to  Macon,  and  that  via  such  routes  over  which  Macon  is 
intermediate  to  Atlanta  the  said  rates  are  and  for  the  future  will  be 
unreasonable,  to  the  extent  they  exceed  the  rates  contemporaneously 
maintained  on  like  traffic  to  Atlanta;  and  that  the  present  rates  on 
shoe-sole  leather,  in  rolls  or  in  boxes,  in  carloads,  from  Ohio  River 
crossings  to  Macon  are  and  for  the  future  will  be  unduly  prejudicial 
to  the  extent  that  they  exceed  by  more  than  3  cents  per  100  pounds 
rates  contemporaneously  maintained  on  like  traffic  to  Atlanta. 

We  further  find  that  any  undue  prejudice  which  may  have  existed 
in  connection  with  the  rates  on  the  less-than-carload  traffic  here  under 
consideration  has  been  removed  by  the  etsablishment  of  the  present 
rates,  and  as  the  record  does  not  afford  a  sufficient  basis  for  an 
award  of  reparation  under  a  finding  of  undue  prejudice  it  will  not  be 
necessary  to  determine  that  issue  with  respect  to  rates  in  the  past. 

We  are  further  of  the  opinion  that  the  record  affords  no  basis  for 
a  finding  of  unreasonableness  of  the  past  or  present  rates  on  the 
less-than-carload  traffic  here  under  consideration,  except  the  rates  on 
such  traffic  from  eastern  cities  and  interior  eastern  points  to  Macon, 
effective  between  December  15,  1916,  and  December  30,  1919,  both 
inclusive,  applicable  via  water-and-rail  or  rail-water-and-rail  routes, 
over  which  lower  rates  applied  on  like  traffic  through  Macon  to  At- 
lanta, which  said  rates  to  Macon  we  find  to  have  been  unreasonable 
to  the  extent  that  they  exceeded  the  rates  contemporaneously  main- 
tained on  like  traffic  to  Atlanta. 

We  further  find  that  on  shipments  made  by  the  G.  Bernd  Com- 
pany prior  to  the  hearing  at  the  rates  herein  found  unreasonable,  it 
paid  and  bore  the  freight  charges,  that  it  has  been  damaged  in  the 
amount  of  the  difference  between  the  charges  paid  and  those  that 
would  have  accrued  at  the  rates  herein  found  reasonable  and  that 
it  is  entitled  to  an  award  of  reparation  with  interest.  It  should  com- 
ply with  rule  V  of  the  Rules  of  Practice  and  details  of  shipments 
made  subsequent  to  the  hearing  may  be  included  in  the  reparation 
statement  filed  thereunder  if  accompanied  by  appropriate  proof  in  the 
form  of  an  affidavit  that  the  shipments  were  made  and  the  freight 
charges  thereon  were  paid  and  borne  by  the  G.  Bernd  Company  It 
is,  of  course,  understood  that  if  defendants  object  to  proof  in  affidavit 
form  they  may  request  further  hearing.  American  Fork  &  Hoe  Co 
vs.  St.  L.  &  S.  F.  R.  R.  Co.,  60  I.  C.  C.,  85.  As  the  Director-General' 
as  agent,  is  not  a  party  defendant,  no  reparation  may  be  awarded 
against  him  and  the  statement,  therefore,  should  not  include  ship- 
ments moving  during  federal  control. 

The  defendants  have  been  ordered  to  publish  rates  in  con- 
formity with  the  Commission's  finding  on  or  before  December 
14. 


which  was  permitted  to  go  to  waste,  and  the  carriers  felt  that  the 
maintenance  of  low  rates  would  permit  it  to  be  marketed  and  thus 
increase  their  tonnage.  Since  that  time  the  market  price  of  sul- 
phuric acid  has  greatly  increased.  Acid  between  Illinois  points, 
supra,  page  499.  The  distance  from  the  various  producing  points  to 
the  consuming  territory  was  not  the  principal  factor  in  determining 
the  measure  of  rates,  which  were  fixed  for  the  purpose  of  permitting 
the  various  producers  to  compete  in  the  common  market. 

The  allegation  of  undue  prejudice  is  predicated  upon  a  disparity 
of  rates  to  a  common  destination  from  competing  points  of  origin. 
Distance  alone  considered,  the  rates  from  LaSalle  and  Peru  seem  high 
as  compared  with  these  from  Mineral  Point.  But  the  record  contains 
no  showing  of  relative  transportation  conditions  and  the  rate-making 
line  from  Mineral  Point  is  not  a  rate-making  line  from  either  LaSalle 
or  Peru. 


RATES  ON  SULPHURIC  ACID 

The  Commission  has  dismissed  the  complaint  in  No.  10831, 
Matthiessen  &  Hegeler  Zinc  Co.  et  al.  vs.  Director-General  as 
agent,  C.  &  N.  W.,  et  al.,  opinion  No.  7109,  63  I.  C.  C.,  301-4,'  on 
a  finding  that  rates  on  sulphuric  acid  from  La  Salle  and  Peru, 
111.,  to  Chicago  rate,  territory  were  not  unreasonable  or  unduly 
prejudicial.  Prior  to  the  general  increase  authorized  by  the 
Commission  July  29,  1920,  the  rate  on  sulphuric  acid  from 
LaSalle  and  Peru,  111.,  which  take  the  same  rate  to  Chicago 
territory,  was  9  cents  per  100  pounds.  The  complainants  pointed 
to  a  rate  of  7.5  cents  from  Mineral  Point,  Wis.,  where  the  Min- 
eral Point  Zinc  Co.,  which  intervened,  operates  an  acid  plant, 
and  contended  that  measured  by  that  rate  the  rate  from  LaSalle 
was  unreasonable  and  unduly  prejudicial  to  the  extent  that  it 
exceeded  6.5  cents.  The  complainants  also  encounter  in  the 
Chicago  market  competition  from  producing  plants  in  Illinois, 
Wisconsin  and  Indiana  but  the  Commission  said  the  witness 
for  complainants  was  unable  to  show  specific  instances  of  com- 
petition with  acid  from  any  of  the  points  involved,  and  that 
there  was  no  showing  of  the  tonnage  shipped  from  any  of  the 
alleged  competing  stations,  except  Mineral  Point,  Wis. 

It  was  urged  by  the  defendants  that  prior  to  the  increase 
under  G.  O.  No.  28,  the  rate  from  the  LaSalle  group  to  Chicago 
had  the  Commission's  approval  in  acid  between  Illinois  points, 
49  I.  C.  C.  498,  and  the  Commission  said  that  an  examination 
of  the  record  in  that  case  did  not  disclose  either  protest  or 
testimony  on  behalf  of  the  complainants  in  the  present  case. 
In  conclusion  the  Commission  said: 

The  initial  rates  on  sulphuric  acid  in  this  territory  were  estab- 
ished  10  or  15  years  ago  when  it  was  merely  a  by-product,  much  of 


NATCHEZ  REPORT  MODIFIED 

In  a  report  on  further  hearing,  written  by  Commissioner 
Meyer,  the  Commission,  in  No.  8845,  Natchez  Chamber  of  Com- 
merce vs.  Louisiana  &  Arkansas,  et  al.,  opinion  No.  7108,  63 
I.  C.  C.,  288-300,  has  modified  its  findings  in  Natchez  Chamber 
of  Commerce  vs.  L.  &-  A.  Ry.  Co.,  58  I.  C.  C.,  610,  with  respect 
to  rates  on  brick,  grain,  and  grain  products,  hay  and  straw,  and 
flour,  between  Natchez,  Miss.,  and  points  in  western  Louisiana, 
and  has  prescribed  rates  between  Vicksburg,  Miss.,  and  points 
in  western  Louisiana  the  same  as  between  Natchez  and  points 
in  western  Louisiana  for  like  distances.  It  also  has  found  that 
rates  on  sand  and  gravel  for  United  States,  state  or  municipal 
governments  not  unduly  prejudicial  to  Natchez.  The  report 
also  embraces  No.  8920,  Same  vs.  Arkansas,  Louisiana  &  Gulf 
et  al.,  and  No.  9036,  Same  vs.  Arkansas  &  Louisiana  Midland, 
et  al.  The  rates  prescribed  in  the  modified  order  are  lower 
than  those  originally  prescribed. 

In  58  I.  C.  C.,  610,  the  Commission  prescribed  mileage  scales 
of  rates  on  various  commodities  between  Natchez  and  points 
in  western  Louisiana  and  required  the  defendants  to  maintain 
rates  on  these  commodities  between  Natchez  and  points  in 
western  Louisiana  which  should  not  exceed  by  more  than  rea- 
sonable charges  for  Mississippi  river  transfer  the  correspond- 
ing rates  contemporaneously  maintained  for  like  distances  be- 
tween points  in  western  Louisiana,  and,  when  river  crossing 
was  necessary  between  points  in  western  Louisiana,  the  rates 
between  Natchez  and  points  in  western  Louisiana  should  not 
exceed  rates  for  like  distances  between  such  points  in  western 
Louisiana. 

The  Commission  said  the  term  "western  Louisiana"  as  used 
in  the  report  referred  to  that  portion  of  the  state  on  and  west 
of  the  Mississippi  river  including  east-bank  Mississippi  River 
crossings  in  Louisiana,  but  that  rates  between  Mississippi  River 
crossings  were  not  included  in  the  expression,  "rates  between 
points  in  western  Louisiana,"  or  similar  expressions. 

The  proceeding  was  reopened  on  petition  of  the  Railroad 
Commission  of  Louisiana  and  other  intervening  Louisiana  inter- 
ests. At  the  hearing  various  organizations  in  Texas  intervened 
and  presented  evidence. 

The  Commission  says: 

It  is  the  position  of  the  Louisiana  interveners  on  further  hearing 
that  transportation  conditions  in  Texas  and  in  Louisiana  are  sub- 
stantially similar;  that  no  conditions  exist  which  warrant  a  higher 
basis  of  rates  in  Louisiana  than  in  Texas;  and  that  any  higher  basis 
of  rates  between  points  in  Louisiana  than  between  Shreveport  and 
points  in  Texas  which  were  prescribed  in  Railroad  Commissions  of 
Louisiana  vs.  A.  H.  T.  Ry.  Co.,  48  I.  C.  C.,  312,  results  in  unreason- 
able rates  and  undue  prejudice  to  points  in  Louisiana. 

The  defendants  urge  that,  under  the  pleadings  of  this  case,  no 
question  can  be  raised  as  to  undue  prejudice  resulting  from  a  differ- 
ence in  rates  between  points  in  Louisiana  and  rates  between  points 
in  Texas  and  between  points  in  Texas  and  Shreveport,  and  that  as 
all  carriers  which  participate  in  traffic  in  Texas  and  between  Shreve- 
port and  Texas  points  are  not  parties  to  this  proceeding,  an  order  for 
the  removal  of  such  discrimination,  if  any  exists,  can  not  properly  be 
entered. 

While  not  denying  the  general  similarity  of  transportation  condi- 
tions in  eastern  Texas  and  in  Louisiana,  defendants  assert  that  the 
Shreveport  scales  had  their  origin  in  Texas  under  conditions  peculiar 
to  Texas  common-point  territory,  and  are  not  reasonable  for  general 
application  throughout  the  southwest.  In  this  connection  it  must  he 
remembered  that  a  similar  situation  may  arise  in  the  adjustment  of 
rates  in  Arkansas  as  compared  with  those  in  Louisiana,  and  if  it  be 
conceded  that  because  certajn  scales  are  applied  between  Shreveport 
and  points  in  Texas  the  same  scales  must  be  applied  within  Louis- 
iana, it  may  perhaps  be  insisted  that  these  scales  should  be  extended 
to  Arkansas  points,  and  in  this  proceeding  it  has  been  urged  that 
rates  between  New  Orleans  and  points  in  this  territory  must  be 
aligned  with  rates  from  Memphis  and  St.  Louis  and  points  basing 
thereon. 

The  Shreveport  scales  apply  from  and  to  comparatively  few 
Louisiana  points  which  are,  with  few  exceptions,  in  the  western  por- 
tion of  the  state.  The  line  of  the  Kansas  City  Southern  runs  nloni; 
the  western  border  of  the  state  in  reaching  Shreveport.  and  the  appli- 
cation of  the  Shreveport  scale  from  Texas  points  via  this  lino  has 
necessitated  the  extension  of  that  scale  to  points  intermediate  to 
Shreveport.  The  same  situation  but  to  a  less  extent  applies  to  points 
on  some  other  lines.  The  result  of  higher  rates  between  points  in 
Ixjuisiana  than  between  Shreveport  and  points  in  Texas  is  that  to 
those  points  in  Louisiana  to  which  the  Shreveport  scales  apply,  tratlic 
may  be  drawn  from  points  in  Texas  at  lower  rates  than  from  Louis- 
iana points,  and  in  some  instances  the  adjustment  results  in  lower 
rates  to  Louisiana  points  from  Texas  points  than  from  intermediate 
Louisiana  points.  Rates  previously  in  effect  in  Louisiana,  however, 
were  not  generally  made  with  any  definite  relation  to  the  rates  be- 
tween Shreveport  and  Texas  points,  and  in  many  instances  the  differ- 
ence between  rates  in  Louisiana  and  those  between  Shreveport  and 
Texas  points  were  greater  than  such  differences  under  the  ralos  pre- 
scribed. In  some  instances  the  advantage  was  in  favor  of  th<<  IVx.-is 
points  and  in  others  in  favor  of  Louisiana  points. 

In  ils  findings,  the  Commission  said: 
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Joint  line. 
31  cents 
33  cents 
35  cents 
37  cents 

39  cents 

40  cents 


We  aro  of  th.  •..!  (In.  I   Hi  :ii    the  record  docs  not  wnrrant 

el'   undue   prejudi.  •<•   in    \aicli,      .-mil    pretei  enco  of  polnti   In 
Louisiana     ill     connection     \\lth     rates    nn    s.'iml    and     i;ia\el     I'nr     I'mled 

.    :i  ri'l    municipal    ;:m  •  i  nnieots. 
\\       lurtlirr    lluil    that    MUI     order    ,.:     August    12,    1920,    should    he 

"lied     ill     MI  elilies     li.lwceii     Natchc/.     and     pOlntH     ill 

immodlt)     rates   on   brick;    on   grain   and 

n    products    :im]    ha\     :iini    straw,    I'm-    distances    in    excess    of    180 
:    ami    on    Hour:    by    substituting    I  liereior    the     following    maxi- 

mum    rat  CM    and    .••ill,.  ad     minima     \vhirli     \vc    lillll    Will    he    Just    and    1 

bio    I'm1   the   transportation   of  the    commodities   named   in  carloads 
hetHecn    \atehex    and    points    in    Louisiana: 

"liiick.    ..mimon,    as   described   In    connection   with   rates   between 
\epoii.    I..  i..   and   points  in  Texas,   and  subject   to  the  carload  min- 
imum   applicable    In    connection    therewith,    rates    for  distances   of   450 
nnl.s   and    ]es<   which    shall   not   exceed    rates   for   like   distances   con- 
temporane.iush     iii    .IT.  ,•!     bet  n  ecu    Shievcport    and    points    in    Texas 
common-point    territory. 

"Grain   and    grain   products,  ns  described  in   connection  with   rates 

and    h:i\    and   straw,    as   described    In   connection   with 

between    Shiweporl    and    points    in    Texas   and  at   the   minimum 

iit    applicable    in   connection   therewith,    for  distance   In   excess  of 

lies,   rates  which  shall  not  exceed  those  shown  below: 

Single  line. 
•M  miles   and   over   180  miles  .....................  27.5  cents 

2SU   miles  and  over  200   miles  .....................  29.5  cents 

[•00  miles  and  over  250  miles  .....................  31.5  cents 

•SO  miles  and   over  300  miles  .....................  33.5  cents 

[400  miles  and  over  350  miles  .....................  35.5  cents 

450  miles   and   over  400   miles  .....................  37.5  cents 

"I  lour,  as  described  In  connection  with  rates  now  in  effect,   rates 
h   do  not  exceed  the  rates  on  grain  and  grain  products  by  more 
than   :!..'.   cents  per  100  pounds." 

Hither  find  that  our  said   order  should  be  modified  to  provide 

that  the  description  applicable  in  connection  with   rates  on  junk,   and 

over   arrangements  applicable   in   connection   with  rates   on  scrap 

and  junk  between  Natchez  and  points  in  western  Louisiana  shall 

be  the   sain,    as   those  applicable  in  connection  with   rates  contempo- 

.  .tisly  in  effect  between  Shreveport  and  points  in  Texas  common- 

point    territory. 

We  further  find  that  carload  rates  between  Vicksburg  and  points 
in  western  Louisiana  on  brick;  coal  and  coke;  fertilizer;  potatoes 
and  turnips;  fruits,  melons,  and  vegetables;  grain  and  grain  products; 
flour;  hay  and  straw;  horses  and  mules;  machinery,  second-hand 
junk;  and  sand  and  gravel;  soda  water  and  returned  carriers;  scrap 
iron:  well-boring:  outfits;  and  crude  and  fuel  petroleum;  and  fertil- 
izer in  less  than  carloads;  as  described  in  connection  with  rates  be- 
tween Natchez  and  points  in  western  Louisiana,  are  and  for  the 
future  will  be  unreasonable  to  the  extent  that  they  exceed  rates  con- 
temporaneously maintained  on  the  same  commodities  for  like  dis- 
tances between  Natchez  and  points  in  western  Louisiana. 

We  further  find  that  interstate  carload  commodity  rates  on  brick; 
coal  and  coke;  fertilizer;  potatoes  and  turnips;  fruits,  melons  and 
vegetables;  grain  and  grain  products;  flour;  hay  and  straw;  horses 
and  mules;  machinery,  secondhand;  junk;  sand  and  gravel,  except 
for  United  States,  state,  or  municipal  governments;  soda  water  and 
returned  carriers;  scrap  iron;  well-boring  outfits;  and  crude  petro- 
leum, and  less-than-carload  commodity  rates,  except  on  cotton,  cotton 
fabrics,  and  ice,  between  Vicksburg,  Miss.,  and  points  in  western 
Louisiana  are  and  for  the  future  will  be  unduly  prejudicial  to  Vicks- 
burg and  shippers  there  located  and  unduly  preferential  of  points  in 
w.st.  in  Louisiana  to  the  extent  that  said  rates  exceed  or  may  exceed 
by  more  than  the  allowance  of  20  miles  for  river  transfer,  where  there 
is  no  river  crossing  involved  between  points  in  Louisiana,  the  cor- 
responding rates  upon  such  commodities  contemporaneously  main- 
tained for  like  distances  upon  Intrastate  traffic  between  such  points 
in  western  Louisiana. 

Rates  to  and  from  Natchez  or  Vicksburg  may  be  made  by  adding 
I'"  consecutive  miles  to  the  actual  distance  to  or  from  the  west  bank 
of  the  Mississippi  River  for  Mississippi  River  transfer.  The  com- 
modity rates  herein  found  reasonable  may  be  increased  in  accordance 
with  the  formula  given  in  our  previous  report,  52  I.  C.  C.,  105,  re- 
specting class  rates,  when  for  application  on  or  via  the  Louisiana  & 
Northwest  Railroad. 

We  further  find  that,  except  as  hereinbefore  provided,  the  rates 
prescribed  In  our  order  of  August  12,  1920,  are  not  shown  to  be  un- 
reasonable. and  our  previous  decision  in  connection  therewith  is 
affirmed.  Undue  prejudice  to  points  in  Louisiana  and  preference  of 
points  in  Texas  is  not  in  issue  in  this  proceeding  and  can  not  be  here 
determined. 

The  carriers  have  been  ordered  to  comply  with  the  Commis- 
sion's findings  on  or  before  November  28. 


RATES,  ATLANTIC  SEABOARD  TO  TEXAS 

In  a  report  written  by  Commissioner  Meyer  in  I.  and  S. 
NIL  1280,  Rail-and-Water  Rates  from  Atlantic  Seaboard  Terri- 
tory to  Texas  Points,  opinion  No.  7102,  63  I.  C.  C.,  267-76,  the 
Commission,  on  reargument,  has  in  effect  reversed  its  nrifyjna] 
finTTins  in  the  proceeding  ^in  the  firmed  that  jt,  \\x*  nrTnnwpr 
to  prt'sTTTbc  minimum  rates  over  a  through  route  WJIPT-P  nnf  nf 
the  carriers  .is  _a  wn|pr  line. 

In  the  original  report  in  the  proceeding,  61  I.  C.  C.,  740,  the 
Commission  held  that  the  readjustment  of  class  and  commodity 
rales  applicable  via  water  and  rail  and  via  rail,  water  and  rail 
from  New  York,  N.  Y.,  and  poinls  in  Atlantic  seaboard  terri- 
tory to  Galveston  and  Houston,  Tex.,  and  points  in  interior 
Texas,  proposed  by  the  Mallory  Steamship  Company  and  the 
Southern  Pacific  Company — Atlantic  Steamship  Lines,  referred 
in  as  the  Mallory  and  Morgan  lines,  had  not  been  justified,  ex- 
c.  pt,  in  certain  particulars.  (See  Traffic  World,  June  11,  p.  1243.) 

The  effect  of  the  Commission's  finding  on  reargument  is 
that  the  original  proposals  involving  reductions  in  class  and 
commodity  rates  may  be  made  effective,  with  the  exception  that 
the  Commission  holds  that  it  is  unduly  prejudicial  against  Gal- 
veston to  maintain  class  rates  from  seaboard  territory  to  Hous- 
ton, made  by  the  use  of  differentials  over  the  rates  to  Galveston 
which  are  lower  than  the  differentials  applied  in  making  rates 
from  Galveston  higher  than  from  Houston  to  points  in  Texas. 

In  the  original  report  the  Commission  held  that  the  Mor- 
gan and  Mallory  lines  might  make  an  adjustment  of  the  rail 


and   walcr   rules   on   a   banln   of   41-cent   claHH   differential 
instead   nf  the  :',',  cent   different  hi  scale  proponed  by  them 
The  ComiiilHKlon  saym 

Respondents  urge  that  the,,  an-  m,  advances  In  rates  which  arfl 
the  subject  oi  protest;  Hun-fore  the  burden  of  proof  In  upon  the  pro- 
testants  to  show  that  the  proponed  rates  are  In  «omc  reaped  In  vio- 
lation of  the  act:  and  that  il  has  not  been  shown  that  the  proposed 
rales  create  any  undue  prejudice  or  dlnadvantiiRc.  or  are  otherwise  un- 
lawful. They  contend  that  our  order  Imposed  upon  them  the  burden 
of  Justifying  reductions  In  rates,  although  the  act  provide*  for  the 
burden  of  proof  upon  the  eaniers  only  with  respect  to  Increased 
rates;  that  the  requirement  that  the  proposed  schedules  be  canceled 
has  the  effect  of  prescribing  minimum  rates  In  the  absence  of  a  rind- 
ing of  a  violation  of  the  act,  although  «ectlon  15.  paragraph  (7). 
authorizes  us  in  suspension  proceedings  to  enter  such  order  as  would 
be  proper  in  a  proceeding  initiated  after  such  rates  had  become  effec- 
tive, and  that  In  such  a  case  In  the  absence  of  any  finding  of  unlaw- 
fulness we  could  not  require  minimum  rates.  They  further  urge  that 
the  denial  of  the  right  to  equalize  rates  via  competitive  routes  and 
from  and  to  competitive  poInU  deprives  the  carriers  of  their  prop- 
erty without  due  process  of  law,  by  preventing  them  from  engaging 
in  competitive  business  and  under  rates  which  are  not  found  to  be 
unlawful,  and  from  deriving  additional  revenue  which  they  might  se- 
cure from  such  business;  and  that  such  denial  Is  not  In  the  Interest 
of  the  public,  and  Is  contrary  to  the  recognized  policy  of  permitting 
and  preserving  competition  between  carriers,  the  benefits  of  which 
Insure  to  the  public  by  reason  of  additional  routes  and  service.  It  Is 
further  urged  that  the  rates  and  practices  of  the  Morgan  line,  under 
the  provisions  of  section  5  of  the  act,  are  subject  to  the  act  In  the 
same  manner  and  to  the  same  extent  as  those  of  the  railroad  con- 
trolling the  water  line,  and  the  denial  of  the  right  to  equalize  rates 
subjects  the  water  line  to  restrictions  not  Imposed  upon  such  rail- 
road or  rall-and-water  lines  generally. 

On  behalf  of  the  Morgan  lines  It  Is  stated  that  there  is  need  for 
increased  tonnage;  that  It  has  9  steamers  at  present  not  in  operation 
and  7  in  operation  between  New  York  and  Galveston,  while  in  1915 
there  were  as  high  as  16  or  17  steamers  In  that  service;  that  the  ships 
now  in  service  are  moving  only  partly  loaded  and  that  the  schedule 
of  sailings  has  been  changed  from  three  to  two  ships  per  week. 

Rail-owned  steamship  lines  along  the  Atlantic  coast  In  connection 
with  rail  lines  equalize  the  rates  between  seaboard  points  and  points 
in  the  South  Atlantic  states  via  different  routes.  The  distance  over 
the  routes  of  respondents  is  not  materially  greater  than  the  distance 
over  the  route  through  Philadelphia,  and  the  proposed  rates.  In  addi- 
tion to  providing  additional  routes  between  the  same  points,  will 
permit  Texas  points  to  make  their  purchases  In  either  New  York 
or  Philadelphia  and  permit  New  York  dealers  to  market  their  products 
in  Texas  on  a  parity  with  dealers  at  Philadelphia. 

Inasmuch  as  Galveston  has  no  route  through  Philadelphia,  It  can 
not  purchase  in  markets  In  some  portions  of  interior  seaboard  terri- 
tory at  the  same  transportation  cost  as  can  Houston;  and  the  Morgan 
and  Mallory  lines,  serving  Galveston,  desire  to  provide  ratea  to  Gal- 
veston through  New  York  which  are  the  same  as  the  rates  from  the 
same  interior  points  of  origin  through  Philadelphia  to  Houston.  Gal- 
veston interests,  as  indicating  that  the  proposed  rates  are  not  unduly 
low,  show  that  the  class  rates  from  specified  interior  seaboard  points 
to  New  Orleans  are,  with  some  exceptions,  lower  than  the  class  rates 
proposed  from  the  same  points  to  Galveston,  and  that  commodity  rates 
from  interior  seaboard  points  to  New  Orleans  are  in  many  instances 
lower  than  those  proposed  to  Galveston.  They  urge  that  the  trans- 
portation services  performed  on  shipments  moving  from  points  in  sea- 
board territory  to  New  Orleans  via  New  York  are  the  same  as  or 
greater  than  the  transportation  services  performed  on  like  traffic  des- 
tined to  Galveston.  They  further  Insist  that  rates  from  interior 
seaboard  to  Galveston  via  New  York,  the  same  as  rates  from  the  same 
points  to  Port  Houston  via  Philadelphia,  are  necessary  in  order  that 
they  may  meet  competition  with  Houston. 

Commercial  organizations  of  Boston,  New  York,  and  Baltimore, 
and  various  points  in  interior  Texas  appeared  in  support  of  the  pro- 
posed rates  on  the  ground  that  the  readjustment  proposed  provides 
a  more  equitable  relationship  of  rates  from  eastern  seaboard  to  Texas 
with  rates  from  St.  Louis  and  defined  territories  basing  thereon,  and 
enables  manufacturers  in  the  east  to  compete  with  those  in  that 
section. 

On  behalf  of  protestants  It  is  contended  that  the  proposed  rates 
discriminate  against  Houston  and  Philadelphia  in  that  traffic  would 
be  carried  from  interior  seaboard  points  to  interior  Texas  points  via 
New  York  and  Galveston  at  the  same  rates  as  apply  via  Philadelphia 
and  Houston,  requiring  the  absorption  of  the  excess  of  the  local  rates 
to  New  York  over  the  local  rates  to  Philadelphia  and  the  excess  of 
the  rates  from  Galveston  to  Texas  points  over  the  rates  from  Houston 
to  the  same  points  due  to  greater  distances;  that  Houston  and 
Philadelphia  are  thereby  deprived  of  the  benefit  of  their  location 
nearer  to  producing  and  consuming  points  than  New  York  and  Gal- 
veston; and  that  in  the  maintenance  of  rates  from  seaboard  points  to 
Galveston  the  same  as  rates  from  the  same  points  to  Port  Houston 
the  carriers  must  absorb  the  difference  between  the  local  rates  to 
Philadelphia  and  those  to  New  York. 

The  Southern  Steamship  Company,  under  the  present  adjustment, 
derives  advantages  from  the  location  of  Philadelphia  nearer  than 
New  York  to  certain  points  of  production  and  of  Houston  nearer  than 
Galveston  to  points  of  consumption,  and  it  is  able  to  maintain  Its 
line  by  reason  of  traffic  which  it  thereby  obtains,  but  it  is  urged  that 
in  view  of  more  frequent  sailings,  the  superior  service,  and  shorter 
time  in  transit,  the  respondents  now  have  no  difficulty  in  drawing 
a  substantial  portion  of  traffic  even  at  higher  rates,  and  that  the 
proposed  rates  will  enable  these  lines  to  take  away  traffic  from  the) 
Southern  Steamship  Company  to  such  an  extent  that  the  line  will: 
have  to  be  discontinued,  and  Philadelphia  and  Houston  will  be  de- 
prived of  their  water  route. 

Philadelphia  and  Houston  interests  contend  that  the  proposed 
schedules  arc  unlawful  in  violation  of  section  5  of  the  interstate  com- 
merce act  in  that  the  Southern  Pacific  Company  seeks  indirectly  to 
establish  service  between  Philadelphia  and  contiguous  territory  and 
Texas  points,  which  in  S.  P.  Co.  Ownership  of  Atlantic  Steamship 
Lines,  58  I.  C.  C.,  67,  we  declined  to  authorize  directly  by  the  opera- 
tion of  a  route  by  water  between  Philadelphia  and  Houston,  and  that 
the  proposed  rates  will  exclude,  prevent,  and  reduce  competition  on 
the  route  via  water.  They  construe  the  route  via  water  to  refer  to 
the  general  route  between  north  Atlantic  ports  and  Texas  ports  rather 
than  to  the  specific  route  between  Philadelphia  and  Houston,  and  urge 
that  if  the  Southern  Steamship  Company  is  compelled  to  cease  to 
operate  competition  will  be  reduced. 

Respondents  insist  that  our  decision  In  the  case  referred  to  can 
not  be  construed  as  a  limitation  of  the  territory  from  which  the  steam- 
ship lines  of  the  Southern  Pacific  Company,  operating  between  other 
ports,  may  draw  traffic;  and  that  competition  here  in  Issue  is  not  on 
the  route  via  water  as  referred  to  in  the  act,  but  over  a  different 
route  over  which  it  has  already  been  authorized  to  operate.  It  is. 
therefore,  urged  that  the  Morgan  line,  having  been  granted  authority 
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to  operate  its  steamship  line  between  New  York  and  Galveston, 
should  be  permitted  to  participate  in  rate  adjustments  acknowledged 
as  proper  for  lines  not  owned  by  railroad  companies;  and  that  the 
development  of  coastwise  traffic  is  admittedly  of  advantage  to  the 
public;  and  that  lower  charges  for  transportation  should  not  be  dis- 
couraged because  of  the  inability  of  one  independent  company  to 
render  such  service  as  to  make  its  route  as  attractive  as  the  routes 
via  other  ports. 

The  protesting  Texas  rail  lines  object  to  the  proposed  reductions 
in  class  rates  on  the  ground  that  they  will  lead  to  correspondinK 
reductions  in  rates  via  all-rail  routes  from  central  freight  association 
territory  and  will  not  be  confined  to  the  points  to  which  these  rates 
apply,  but  will  extend  to  intermediate  territory  in  north  Texas;  that 
the  proposed  rates,  though  not  participated  in  by  them,  would  have 
the  effect  of  producing  combinations  of  rates  to  interior  Texas  points 
lower  than  existing  through  rates  in  which  these  lines  do  partici- 
pate and  which  would  necessarily  be  reduced.  The  protest  of  these 
lines,  it  is  stated,  is  in  the  interest  of  points  on  their  lines,  in  that 
the  reductions  in  revenue  which  would  result  from  the  proposed  rates 
must  be  made  up  on  other  traffic  which  these  carriers  handle  from 
and  to  points  on  their  lines.  They  urge"  that  even  the  present  rates 
do  not  afford  them  the  return  to  which  they  are  entitled  and  object 
to  any  reductions  which  will  have  the  effect  of  further  reducing  their 
revenues. 

The  Mallory  line,  a  subsidiary  of  the  same  holding  company  that 
owns  or  controls  the  Southern  Steamship  Company,  competes  on  the 
same  basis  of  rates  with  the  Morgan  line  for  traffic  from  New  York 
and  interior  seaboard  territory  to  Galveston  and  interior  Texas,  and 
on  this  record  has  stated  that  it  considers  that  its  rates  from  sea- 
board to  Texas  points  are  out  of  proper  relationship  with  rates  from 
St.  Louis  and  defined  territories;  that  some  of  the  rates  are  unrea- 
sonably high  and  that  it  would  be  its  desire  to  make  the  suspended 
rates  effective,  if  authorized,  even  though  like  authority  should  be 
denied  the  Morgan  line.  In  addition  to  the  objections  above  raised, 
it  is  its  contention  that  the  requirement  that  the  proposed  reduced 
rates  be  canceled  is  in  effect  the  prescribing  of  minimum  rates,  al- 
though under  the  provisions  of  paragraph  (1)  of  section  15  of  the 
act,  in  the  case  of  a  through  route  where  one  of  the  carriers  is  a 
water  line,  we  may  prescribe  only  maximum  rates. 

On  behalf  of  protestants  it  is  argued  that  as  we  have  the  duty  of 
adjusting  rates  which  will  provide  an  adequate  return  to  the  carriers 
as  a  whole  in  groups  fixed  by  us,  we  also  have  the  power  to  require 
that  such  rates  be  maintained,  and  further  that  inasmuch  as  the 
Mallory  line  and  the  Southern  Steamship  Company  are  controlled  by 
the  same  holding  company,  the  publishing  of  class  rates  from  sea- 
board territory  to  Galveston  by  the  Mallory  line  lower  than  the  rates 
published  by  the  Southern  Steamship  Company  through  Philadelphia 
to  Houston  is  a  discrimination  which  we  have  authority  to  remove. 
With  this  latter  contention  we  can  not  agree.  The  Mallory  line,  the 
respondent  here,  has  no  control  whatever  over  rates  via  the  Southern 
Steamship  Company. 

Congress  has  placed  upon  us  a  duty,  in  prescribing  just  and  rea- 
sonable rates,  to  "initiate,  modify,  establish  or  adjust  such  rates  so 
that  carriers  as  a  whole  (or  as  a  whole  in  each  of  such  rate  groups  or 
territories  as  the  Commission  may  from  time  to  time  designate)  will, 
under  honest,  efficient  and  economical  management  and  reasonable 
expenditures  for  maintenance  of  way,  structures  and  equipment,  earn 
an  aggragate  annual  net  railway  operating  income  equal,  as  nearly 
as  may  be,  to  a  fair  return  upon  the  aggregate  value  of  the  rail 
property  of  such  carriers  held  for  and  used  in  the  service  of  trans- 
portation." Protestants  suggest  that  in  Increased  Rates,  1920,  58 
I.  C.  C.,  220,  we  undertook  to  perform  the  duty  imposed  upon  us,  and 
that  even  the  present  rates  are  not  yielding  the  carriers  operating  in 
the  state  of  Texas  the  rate  of  return  provided  for  in  the  act;  and 
that  if  we  may  not  decline  to  approve  rates  proposed  by  the  carriers, 
no  matter  how  unremunerative  such  rates  may  be,  the  duty  imposed 
upon  us  can  not  be  performed  unless  the  deficiency  in  revenues  which 
may  result  from  unremunerative  rates  is  placed  upon  other  traffic. 

Whatever  powers  we  may  have  under  such  circumstances  are 
limited  by  the  fact  that  the  act  does  not  confer  upon  us  the  power 
to  prescribe  minimum  rates  over  a  through  route  where  one  of  the 
carriers  is  a  water  line.  The  rates  and  practices  of  the  Morgan  line 
are  subject  to  the  provisions  of  the  act  in  the  same  manner  and  to 
the  same  extent  as  are  those  of  the  railroad  controlling  it.  If,  how- 
ever, the  rates  of  the  Mallory  line  only  were  allowed  to  become  effec- 
tive, the  Morgan  line  would  be  prohibited  from  meeting  the  reduced 
rates  made  by  a  competing  line  operating  between  the  same  points. 
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Higher  than  from  irfousjioritopoints  in  Texas. 
We    further   find    that,    except   as    above    indicated,    the    proposed 
rates,  in  so  far  as  they  are  made  upon  the  bases  set  forth,   are  not 
on  this  record  shown  to  be  unjustly  discriminatory,  unduly  prejudicial, 
or  otherwise  unlawful,  and  they  should  be  allowed  to  become  effective. 
Commissioner  Campbell,  concurring,  said: 

I  am  concurring  in  the  conclusions  reached  in  this  case  only  be- 
cause I  am  of  the  opinion  that  the  law  as  it  stands  does  not  permit 
us  to  fix  minimum  rail-water-and-rail  rates  in  connection  with  the 
Mallory  line,  and  I  would  feel  somewhat  hesitant  about  our  fixing 
minimum  rates  in  connection  with  the  Morgan  line  so  long  as  the 
Mallory  line  is  free  to  maintain  rates  as  low  as  it  may  desire  in  order 
to  suit  its  own  purposes. 


PETROLEUM  FUEL  OIL 

In  No.  11673,  Fort  Dodge  Commercial  Club  et  al.  vs.  Direc- 
tor-General, as  agent,  Arkansas  Central  Railroad  Co.  et  al., 
opinion  No.  7124,  63  I.  C.  C.  357-60,  the  Commission  has  held 
that  rates  on  fuel  oil  from  the  Kansas  City,  Mo.-Kan.,  district 
and  from  Kansas  and  Oklahoma  fields  to  Fort  Dodge,  Gypsum 
and  Lehigh,  la.,  prior  to  August  26,  1920,  were  unreasonable 
and  unduly  prejudicial  to  the  extent  that  they  exceeded  rates 
5  cents  less  than  the  rates  contemporaneously  maintained  on 
the  higher-grade  oils  from  and  to  the  respective  points  of  origin 
and  destination,  and  that  the  rates  subsequent  to  August  26, 
1920,  were,  are  and  for  the  future  will  be  unreasonable  and 
unduly  prejudicial  to  the  extent  that  they  exceeded,  exceed  or 
may  exceed  the  rates  found  reasonable  and  non-prejudicial  as 
of  August  25,  1920,  increased  pursuant  to  Increased  Rates,  1920, 
58  I.  C.  C.,  220.  The  defendants  have  been  ordered  to  establish 


on  or  before  December  1  rates  in  conformity  with  the  findings 
above.  An  award  of  reparation  was  made  by  the  Commission 
but  claims  accruing  prior  to  May  27,  1916,  were  barred  by  the 
statute  of  limitations.  The  Commission  was  asked  to  prescribe 
just  and  reasonable  rates  and  award  reparation  on  shipments 
since  February  28,  1916. 


CARS-FOR   BUILDING  TILE 

The  Commission  has  disposed  of  the  complaint  in  No.  11391, 
Whitacre-Greer  Fireproofing  Company  vs.  Pennsylvania  Company 
et  al.,  by  means  of  what  amounted  to  a  "consent  decree."  The 
parties  of  record  agreed  to  the  entering  of  an  o,rder  against  the 
Pennsylvania  Company  directing  it  to  supply  to  complainant  at 
its  several  plants,  located  on  the  Tuscarawas  Branch  of  the 
Pennsylvania,  its  proper  quota  of  cars  for  the  transportation  of 
hollow  building  tile  material.  In  a  mimeographed  order  the  Com- 
mission sets  forth  the  stipulation  and  an  order  directing  the 
Pennsylvania  Company  to  supply  the  complainant  its  proper 
quota  of  cars  and  directed  that  the  complaint  be  dismissed.  Very 
few  orders  such  as  that  entered  in  this  case  have  been  issued 
by  the  Commission. 


RATES   ON    WINDOW    GLASS 

On  a  holding  that  rates  on  common  window  glass  from 
Fredonia,  Kan.,  and  Okmulgee,  Okla.,  to  El  Paso,  Tex.,  during 
federal  control  were  unreasonable  to  the  extent  that  they  ex- 
ceeded 55  and  50  cents,  respectively,  the  Commission  has  en- 
tered an  award  of  reparation  in  No.  11372,  El  Paso  Sash  &  Door 
Co.  vs.  Director-General,  as  agent,  A.  T.  &  S.  F.  et  al.,  opinion 
No.  7118,  63  I.  C.  C.,  342-4.  The  shipments  involved  moved  from 
Okmulgee  at  applicable  commodity  rates  of  52  and  65  cents, 
the  52-cent  rate  having  applied  on  shipments  which  moved  prior 
to  June  25,  1918.  From  Fredonia  a  rate  of  71.5  cents  applied. 
Subsequently  the  defendants  established  rates  of  50  and  55 
cents  from  Okmulgee  and  Fredonia,  respectively. 


LUMBER,  OREGON   TO  CALIFORNIA 

The  complaint  has  been  dismissed  by  the  Commission  in  No. 
11807,  Frank  P.  Doe  Lumber  Co.  vs.  Director-General,  as  agent, 
and  Southern  Pacific  Co.,  opinion  No.  7123,  63  I.  C.  C.,  354-6,  on 
a  finding  that  rates  on  lumber  from  Pine  Ridge,  Ore.,  to  Barnard, 
Cal.,  moving  between  June  25  and  December  31,  1918,  were  not 
unreasonable  and  that  complainant  was  not  shown  to  have  been 
damaged  by  any  undue  prejudice  which  may  have  existed. 


OVERCHARGE    ON    ORANGES 

Directing  a  refund  on  shipments  of  oranges  from  California 
points  to  New  York,  N.  Y.,  for  export  because  they  were  found 
to  have  been  overcharged,  the  Commission  has  dismissed  tlio 
complaint  in  No.  11677,  California  Fruit  Growers'  Exchange  vs. 
Chicago  &  North  Western  et  al.,  opinion  No.  7125,  63  I.  C.  C., 
361-2.  The  complainant  alleged  that  the  domestic  rate  of  $1.15 
charged  by  the  defendants  on  14  carloads  of  oranges  shipped 
between  July  7,  1936,  and  December  11,  1917,  from  points  in 
California  to  New  York  City  for  export  to  European  countries, 
was  unreasonable  to  the  extent  that  it  exceeded  the  export  rate 
of  $1.  The  Commission  said  the  issue  involved  was  one  of  tariff 
interpretation  only  and  that  the  $1  rate  was  applicable  and  the 
shipments  overcharged. 


PULPWOOD,   S.   C.   TO   CANTON,   N.   C. 

Following  its  conclusion  reached  in  Pulpwood  to  Kings- 
port,  62  I.  C.  C.  277,  the  Commission,  in  I.  and  S.  No.  1349,  Pulp- 
wood  from  South  Carolina  to  Canton,  N.  C.,  opinion  No.  7107, 
63  I.  C.  C.  287,  has  held  that  proposed  increased  rates  on  pulp- 
wood  from  points  in  South  Carolina  to  Canton,  N.  C.,  were  not 
justified  and  that  the  suspended  schedules  be  canceled  on  or 
before  October  22.  The  Commission  said  the  proposed  rates 
were  based  upon  the  same  scale  as  the  rates  which  were  pro- 
posed in  the  decision  referred  to  above. 


FLOWER  AND  GARDEN  SEEDS 

In  I.  and  S.  No.  1340,  Classification  Ratings  on  Flower  and 
Garden  Seeds,  opinion  No.  7106,  63  I.  C.  C.  285-6,  the  Commission 
has  found  not  justified  certain  specifications  for  the  construction 
of  seed  cabinets,  containing  flower  or  garden  seeds,  n.  o.  i.  b.  n.. 
in  carloads  or  less  than  carloads,  and  .has  ordered  them  can- 
celed on  or  before  October  21.  The  order  of  the  Commission, 
however,  permits  the  establishment,  on  or  before  October  21,  of 
modified  specifications  found  justified  in  the  report.  The  items 
under  suspension  changed  the  present  ratings  by  the  addition 
of  the  following  note:  "Note  4 — Seeds  in  seed  cabinets  con- 
structed of  lumber  not  less  than  %  inch  thick,  securely  fastened, 
will  be  accepted  without  boxing  or  crating  at  the  ratings  ap- 
plying when  in  boxes."  Under  the  order  of  the  Commission 
respondents  may  establish  Note  4  modified  to  include  cabinets 
constructed  of  hardwood  lumber  not  less  than  0.5  inch  thick. 
Northrup,  King  &  Co.  of  Minneapolis,  Minn.,  protested  against 
the  schedules  on  the  ground  that  containers  made  by  it  out  of 
hardwood  would  not  meet  the  proposed  specification,  although 
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stronger    than    cahiiiei:;    made    inn    ol    softwood    and    meeiint;    the 

requirements. 

PAINT  OR  VARNISH   SPRAYING  BOOTHS 

A  proposed  rating  of  double  first  class  in  Official,  Southern 
and  Western  classifications,  on  paint  or  varnish  spraying  booths, 
in  boxes  or  crates,  any  quantity,  has  been  found  not  justified 
In  ihc  Commission  in  I.  and  S.  No.  1341,  Classification  Ratings 
mi  I'liint  or  Varnish  Spraying  Ilooths,  opinion  No.  7105,  63  I.  C. 
('.  -Si:  I.  The  suspended  schedules  were  ordered  canceled  on 
or  before  Oclober  21,  but  the  respondents  were  authorized  to 
establish  on  or  before  October  26  a  rating  of  double  first  class 
on  i  he  booths,  set  up,  which  rating  I  he  Commission  held  had 
been  jusiiiieil.  The  Commission  hold  the  respondents  had  not 
.instilled  ;i  nil  in ?;  higher  than  one  and  one-half  times  first 
class  when  the  booths  are  knocked  down.  The  schedules  were 
suspended  on  protest  of  the  DeVilbiss  Manufacturing  Company, 
which  manufactures  the  booths  at  Toledo,  O. 


CORRECTED  REPORT 

The  Commission  has  issued  a  corrected  reprint  of  its  decision 
in  No.  11948,  Glacifer  Company  v.  American  Railway  Express 
Company,  opinion  No.  7076,  63  I.  C.  C.,  153-6a,  so  as  to  include  a 
dissenting  opinion  by  Commissioner  McChord.  (See  Traffic 
World,  August  27,  p.  396.)  Mr.  McChord  says  in  his  dissent 
that  he  is  unable  to  agree  to  the  conclusion  of  the  majority  that 


the  practice  of  the  drieml.mi  of  :iHnes«iiiK  chaws  on  5-gnllon 
shipments  of  ice  cream  In  tubs  packed  with  Ice  on  an  cxtiin;ii<-'l, 
or  billing,  weight  of  116  pounds  while  contemporaneously  aHsemt- 
ing  the  charges  on  the  same  quantity  of  ice  cream  in  a  dry 
refrigerating  container  on  actual  weight  Is  unduly  prejudicial  to 
the  complainant.  The  commissioner  said  at  the  present  billing 
weights  the  charges  on  a  5-gallon  can  of  Ice  cream  to  the  first 
zone  (25  miles)  would  be,  In  the  wet  container  77  cents,  and  in 
the  dry  container  67  cents.  He  argued  further  that  the  dry  con- 
tainer, which  he  said  the  record  had  not  demonstrated  to  be 
practical,  therefore,  had  a  present  advantage  of  10  cents  on  ship- 
ments to  the  first  zone,  with  corresponding  advantage  for  gr« 
distances.  By  billing  the  dry  container  at  75  per  cent  of  tin- 
gross  actual  weight  thereof,  as  suggested  in  the  majority  opinion, 
he  said,  the  advantage  in  favor  of  the  dry  container  on  ship- 
ments to  the  first  zone  would  be  increased  to  27  cents. 

"To  grant  complainant  the  concession  suggested  will  open 
the  door  for  similar  preferential  treatment  to  shippers  of  various 
commodities  in  improved  packing  devices  and  containers  of  all 
kinds,"  said  Commissioner  McChord.  "Such  a  step  Is  not  war- 
ranted by  the  present  unsatisfactory  record." 

Commissioner  McChord  pointed  out  that  the  large  manu- 
facturers and  shippers  of  ice  cream  had  not  been  heard  on  the 
record,  and  that  further  the  Commission  had  held  in  American 
Round  Bale  Press  C.  v.  A.  T.  &  S.  P.,  32  I.  C.  C.  458,  that  a  per- 
son; was  not  entitled  to  a  preferential  rate  on  account  of  improved 
packing  methods. 


Tentative  Reports  of  the  Commission 


RATES  ON  AUTOMOBILE  PARTS 

Assistant  Chief  Examiner  Ulysses  Butler,  in  a  tentative 
report  in  No.  11570,  Chevrolet  Motor  Co.  of  California  vs.  Direc- 
tor-General, as  agent,  A.  T.  &  S.  F.  et  al.,  proposes  that  the  Com- 
mission hold  unreasonable  a  class  A  rate  of  $2.275  per  100  pounds 
on  pressed  steel  side  and  cross  members  of  automobile  frames 
from  Detroit,  Mich.,  to  Melrose  (Oakland),  Cal.,  and  that  repara- 
tion be  awarded.  The  rate  applied  on  the  shipments  was  that 
legally  applicable  on  metal  automobile  parts.  Commodity  rates 
of  $1.25,  minimum  40,000  pounds,  and  $1.19,  minimum  50,000 
pounds,  were  contemporaneously  in  effect  on  channels,  listed 
under  structural  iron  and  steel  fabricated  or  unfabricated.  The 
complainant  contended  the  side  and  cross  members  were  chan- 
nels within  the  description  in  connection  with  the  $1.25  and 
$1.19  rates.  Following  Moreland  Motor  Truck  Co.  vs.  Director- 
General,  60  I.  C.  C.,  179,  Mr.  Butler  recommends  that  the  Com- 
mission find  that  the  rate  charged  on  the  steel  side  and  cross 
members  of  automobile  frames  was,  is  and  for  the  future  will 
be  unreasonable  to  the  extent  that  it  exceeded  or  may  exceed 
the  rate  contemporaneously  applicable  on  structural  steel  chan- 
nels from  Detroit  to  Melrose. 


ROSIN,  HOOD  TO  GALVESTON 

An  award  of  reparation  is  recommended  by  Examiner  Myron 
Witters  in  a  tentative  report  on  No.  12345,  John  P.  Rausch  Co., 
Inc.,  vs.  Director-General,  as  agent,  the  Galveston,  Harrisburg 
&  San  Antonio  et  al.,  on  a  proposed  finding  that  a  rate  of  41 
cents  per  100  pounds  on  rosin  from  Hood,  La.,  to  Galveston, 
Tex.,  for  export,  legally  applicable  over  the  route  of  movement, 
unjust  and  unreasonable  to  the  extent  that  it  exceeded  18 
cents  per  100  pounds,  and  that  a  rate  of  35  cents  applicable 
over  the  route  the  shipment  should  have  moved  was  unjust  and 
unreasonable  to  the  extent  that  it  exceeded  15.5  cents. 

Charges  on  the  shipments  were  collected  at  a  rate  of  27 
cents,  for  which  no  tariff  authority  appeared.  The  41-cent  rate 
was  applicable  over  the  route  of  movement.  The  shipments  were 
misrouted  by  the  Red  River  &  Gulf,  the  examiner  said.  A  blanket 
rate  of  15.5  cents  to  Galveston  and  other  Texas  Gulf  ports  from 
the  rosin-producing  district  in  western  Louisiana  was  in  effect 
contemporaneously  with  the  movement  involved  in  the  case. 
Subsequent  to  the  movement  of  the  shipments,  a  rate  of  15.5 
cents  was  established  from  all  points  on  the  Red  River  &  Gulf 
to  (ialveston,  but  this  rate  had  been  requested  from  Hood,  La., 
more  than  three  months  prior  to  the  movement.  The  examiner 
said  the  delays  incident  to  the  establishment  of  join  rates  could 
not  operate  to  deprive  the  shipper  of  a  reasonable  rate. 

DEMURRAGE,  LEGAL  AND  ILLEGAL 

Demurrage  charges  assessed  for  the  detention  of  three  in- 
tt'rslali'  shipments  of  cottonseed  from  points  in  Louisiana  to 
New  Ion,  Miss.,  were  legally  assessed  and  not  otliei-wi.se  unlawful, 
but  demurrage  charges  assessed  on  three  in! restate  shipments 
of  cottonseed  from  points  in  Mississippi  to  Newton  were  without 
tariff  authority  and  illegal,  Examiner  Myron  Witters  proposes 


that  the  Commission  hold  in  a  tentative  report  on  No.  12309, 
Newton  Oil  Mill  vs.  Director-General,  as  agent,  Alabama  &  Vicks- 
burg  et  al.  The  six  cars  of  cotton  were  shipped  to  the  com- 
plainant at  Newton  during  December,  1917,  and  January,  1918. 
Newton  is  served  by  the  Alabama  &  Vicksburg  and  the  Gulf, 
Mobile  &  Northern,  and  the  complainant's  mill  is  located  on 
the  rails  of  the  Gulf,  Mobile  &  Northern.  During  the  month  of 
December,  1917,  complainant's  plant  became  congested  and  the 
building  used  for  storing  cottonseed  became  filled  to  capacity. 
The  Gulf,  MobUe  &  Northern,  after  consulting  the  complainant 
as  to  its  ability  to  handle  further  shipments,  the  examiner  says, 
issued  a  so-called  "embargo,"  effective  December  9,  1917,  on  cot- 
tonseed consigned  to  the  complainant  at  Newton.  On  December 
10,  1917,  a  similar  "embargo"  was  issued  by  the  Alabama  & 
Vicksburg  and  Vicksburg,  Shreveport  &  Pacific. 

The  cars  of  cottonseed  involved  moved  from  points  of  origin 
on  the  Mobile  &  Ohio,  Alabama  &  Vicksburg,  and  Vicksburg, 
Shreveport  &  Pacific  subsequent  to  the  laying  of  the  "embar- 
goes." The  cars  arrived  at  Newton  on  different  dates  in  the 
latter  part  of  December,  1917,  and  during  January,  1918,  and 
were  tendered  to  the  Gulf,  Mobile  &  Northern  for  switching  to 
complainant's  plant.  The  carrier  refused  to  perform  the  switch- 
ing service  and  the  cars  remained  on  the  tracks  of  the  Alabama 
&  Vicksburg  until  finally  delivered  in  January,  1918.  No  written 
notice  of  the  arrival  of  the  cars  at  Newton  was  given,  the  ex- 
aminer says,  and  that  it-  appears  that  the  custom  has  been  for 
many  years  to  give  notice  of  arrival  of  cars  by  telephone 
or  to  make  actual  delivery  of  cars  on  the  industry  track 
of  complainant.  Neither  the  complainant  nor  the  carrier  was 
sure  about  notice  of  the  cars  involved  having  been  given  over 
the  telephone,  but  the  complainant  did  not  deny  that  the  notice 
of  arrival  was  given  by  telephone.  The.  examiner  holds  that,  un- 
der the  demurrage  code  applying  to  interstate  shipments  (rule 
5,  placing  cars  for  unloading,  and  rule  4,  notification)  the  de- 
murrage charges  were  legally  assessed,  but  that  the  demurrage 
code  applicable  to  shipments  within  the  state  of  Mississippi  has 
no  rule  similar  to  rule  5,  section  A,  and  that  the  charges  thereon 
were  assessed  without  tariff  authority. 


CLASS  RATES  TO  GADSDEN,  ETC. 

A  recommendation  that  the  Commission  find  that  class  rates 
from  Ohio  and  Mississippi  River  crossings  and  points  beyond, 
and  from  Nashville,  Tenn.,  to  Gadsden,  Alabama  City,  and  At- 
talla,  Ala.,  are  not  unduly  prejudicial  but  are  and  for  the  future 
will  be  unreasonable  to  the  extent  that  they  exceed  or  may 
exceed  rates  based  on  the  adjustment  and  graded  according  to 
the  percentages  prescribed  in  "Rates  to  and  from  Nashville," 
61  I.  C.  C.,  308,  is  made  by  Examiner  F.  C.  Hillyer  in  a  tenta- 
tive report  on  No.  11888,  Chamber  of  Commerce,  Gadsden,  Ala. 
vs.  Alabama  Great  Southern,  et  al.  The  defendants  should  be 
directed  to  revise  and  realign  their  rates  to  the  three  complain- 
ing cities  in  accordance  with  the  general  adjustment  prescribed 
in  the  report  referred  to,  the  examiner  says. 

It  was  alleged  in  the  complaint  that  the  class  and  commod- 
ity rates  from  Buffalo-Pittsburgh  territory,  Nashville,  Tenn., 
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Ohio  and  Mississippi  River  crossings,  points  in  Central  Freight 
Association  territory,  and  other  points  basing  upon  Ohio  and  Mis- 
sissippi River  crossings  to  Gadsden,  Alabama  City  and  Attalla, 
Ala.,  have  been  since  August  26,  1920,  are  now  and  for  the  future 
will  be  unjust  and  unreasonable,  unduly  prejudicial  to  the  com- 
plaining cities  and  unduly  preferential  of  Chattanooga,  Tenn., 
and  Birmingham,  Huntsville,  Guntersville,  Decatur  and  Albany, 
Ala. 

The  examiner  said  the  complainant  contended  Gadsden,  Ala- 
bama City  and  Attalla  were  improperly  grouped  with  Atlanta 
in  the  Atlanta  subterritory  of  southeastern  territory,  and  that 
the  complaint  was  founded  primarily  on  distance.  The  defend- 
ants contended  the  complaining  cities  were  properly  included 
in  the  Atlanta  group. 

In  Rates  to  and  from  Nashville,  61  I.  C.  C.,  308,  referred  to 
above,  the  examiner  said  the  Commission,  upon  an  exhaustive 
report,  required  the  respondents  to  publish,  among  others,  a 
class  scale  of  rates  from  Atlanta  to  Cincinnati,  for  example, 
based  upon  $1.60  per  100  pounds,  first  class,  rates  from  and  to, 
or  between  other  points  in  the  same  general  territory  to  be 
constructed  in  relation  thereto  using  distance  as  a  guide,  and 
rates  to  or  from  intermediate  points  to  be  graded  with  relation 
to  the  rates  therein  prescribed,  giving  due  consideration  to  dis- 
tance. 

Fourth  section  applications  Nos.  458,  540,  542,  1548  and  1952, 
in  which  the  carriers  asked  for  authority  to  continue  class  and 
commodity  rates  from  the  points  and  territories  of  origin  speci- 
fied in  the  complaint  to  Gadsden,  Alabama  City  and  Attalla,  and 
points  intermediate  thereto,  which  are  higher  than  the  rates 
contemporaneously  in  effect  on  like  traffic  to  more  distant  points 
to  which  said  points  are  intermediate,  were  assigned  for  hear- 
ing with  the  case.  The  defendants  said  they  did  not  have  time 
to  check  the  rates  on  account  of  short  notice  given  that  the 
applications  would  be  heard  with  the  case. 

"Defendants  state,"  the  examiner  said,  "that  a  fourth-section 
committee  composed  of  representatives  of  the  principal  south- 
eastern carriers  is  now  engaged  in  re-checking  the  rates  from 
all  of  the  gateways  and  ports  to  the  southeast  and  between 
points  in  the  southeast  to  make  them  conform  to  certain  recent 
decisions  of  the  Commission;  and  also  to  put  them  on  a  strict 
fourth-section  basis;  and  that  when  this  work  is  completed  and 
the  rates  checked  in  such  fourth-section  departures  as  now  exist, 
except  where  relief  has  been  granted  under  Fourth  Section 
Order  No.  3866,  will  be  eliminated.  In  view  of  the  suggested 
disposition  of  this  case  and  of  the  proposed  elimination  of  fourth 
section  departures  no  order  with  respect  to  the  applications  is 
deemed  necessary." 


SCRAP  IRON,  LA.  TO  NATCHEZ 

A  denial  of  reparation  and  dismissal  of  the  complaint  is 
recommended  by  Examiner  Myron  Witters  in  a  tentative  report 
on  No.  12415,  Dave  Levite  vs.  Director  General,  as  agent,  the 
Texas  &  Pacific  Railway  Co.  et  al.,  on  a  proposed  finding  that 
rates  charged  for  the  transportation  of  22  carloads  of  scrap 
iron,  shipped  during  the  period  July  13,  1917,  to  October  7,  1920, 
from  points  in  Louisiana  to  Natchez,  Miss.,  were  not  unjust, 
unreasonable  or  otherwise  unlawful.  Some  of  the  shipments 
were  overcharged  and  some  undercharged  and  the  carriers 
should  adjust  those  promptly,  the  examiner  says.  Reference  is 
made  by  the  examiner  to  Natchez  Chamber  of  Commerce  vs.  L. 
&  A.  Ry.  Co.,  52  I.  C.  C.  105;  58  I.  C.  C.,  610,  in  which  the  Com- 
mission prescribes  a  distance  scale  of  rates  to  be  observed  as 
maximum  on  scrap  iron  in  carloads  between  Natchez  and  points 
in  Louisiana  west  of  the  Mississippi  river,  but  no  issue  of  repa- 
ration was  involved  and  no  finding  was  made  as  to  the  past. 
In  view  of  the  wide  scope  of  that  proceeding,  the  examiner  says, 
the  findings  therein  do  not  afford  a  basis  for  a  further  finding  of 
unreasonableness  in  the  past  and  the  awarding  of  reparation. 
The  evidence  in  the  instant  case  was  not  sufficient  to  warrant 
a  finding  of  unreasonableness,  he  says. 


RATES  ON  MEAT  BONES 

In  a  tentative  report  on  No.  12176,  Morris  &  Co.  vs.  Director- 
General  as  agent,  Chicago  Junction  Railway  Co.  et  al.,  Examiner 
John  T.  Money  proposes  that  the  Commission  find  that  rates 
charged  on  frozen  green  beef  bones  from  South  St.  Paul,  Minn., 
Sioux  City,  Iowa,  South  Omaha,  Neb.,  Kansas  City,  Mo.,  Fort 
Worth,  Tex.,  Chicago  and  East  St.  Louis,  111.,  and  New  York, 
N.  Y.,  to  Camden,  N.  J.,  were  in  excess  of  those  legally  applicable 
and  that  reparation  be  awarded.  He  further  recommends  that 
the  Commission  find  that  the  present  fourth  class  rating  and 
rates  on  frozen  fresh  green  beef  bones  in  carloads  from  East 
St.  Louis  and  Chicago,  111.,  and  other  western  points  and  New 
York,  N.  Y.,  to  Camden,  N.  J.,  unreasonable  to  the  extent  that 
it  exceeded  and  exceeds  the  rating  and  rates  on  packing-house 
products  and  that  reparation  be  awarded. 

The  rates  legally  applicable  on  the  shipments  and  should 
be  so  found  by  the  Commission,  the  examiner  says,  were,  for 
the  movement  west  of  East  St.  Louis  and  Chicago,  the  commodity 
rates  specifically  named  on  bones,  or  the  Class  D  rates,  and  for 


the  movement  east  of  East  St.  Louis  and  Chicago  the  sixth  class 
rates,  and  that  reparation  should  be  awarded  on  that  basis  on 
all  shipments  moving  prior  to  May  25,  1921.  The  carriers  re- 
quired the  complainants  to  bill  the  bones  as  "fresh  meat"  and 
assessed  the  rates  applicable  thereon. 

Effective  May  25,  1921,  the  examiner  says,  defendants  pub- 
lished a  new  item  in  the  consolidated  classification  aimed  to 
cover  fresh  meat  bones  under  the  title  "meat  bones,"  and  pro- 
vided that  the  fourth  class  rates,  minimum  30,000  pounds,  be 
applied.  The  examiner  says  that  since  the  new  item  results  in 
increases  the  burden  of  justifying  the  reasonableness  of  the  rates 
is  on  the  defendants.  The  defendants  relied  largely  on  the  fact 
that  the  bones  in  question  are  used  in  the  manufacture  of  food 
for  human  consumption  and  require  special  care  in  handling 
and  that  they  move  in  refrigerator  cars.  The  complainants 
urged  that  the  rates  should  not  exceed  those  in  effect  prior  to 
May  21,  1921.  The  examiner  says  the  Commission  should  find 
that  the  present  rates  on  edible  fresh  meat  bones  between  the 
points  in  question  are  unreasonable  to  the  extent  that  they  ex- 
ceed, have  exceeded  and  may  exceed  the  rates  on  packing-house 
products. 

The  report  also  embraces  No.  12283,  Wilson  &  Co.,  Inc.  vs. 
Director-General,  as  agent,  Chicago  &  Alton,  et  al.,  and  No.  12302, 
Armour  &  Co.  et  al.  vs.  Director-General,  as  agent,  Chicago  Junc- 
tion Railway,  et  al. 


N.  Y.  C.  CHICAGO  TERMINAL 

Attorney-Examiner  Ray  W.  Clarke,  in  a  tentative  report  on 
the  application  of  the  New  York  Central  to  acquire  control  of 
the  Chicago  Junction  Railway  and  the  Chicago  River  and  Indi- 
ana, recommends  that,  subject  to  seventeen  conditions  relating 
to  the  method  of  operation  of  the  properties  and  other  matters, 
the  New  York  Central  be  authorized  to  purchase'  the  entire 
capital  stock  of  the  Chicago  River  road  for  $750,000  and  that  the 
Chicago  River  road  be  authorized  to  lease  the  Chicago  Junc- 
tion property  at  an  annual  rental  of  $2,000,000.  He  recommends 
denial  of  the  application  as  to  authority  for  purchasing  the 
capital  stock  or  property  of  the  Chicago  Junction.  Approval 
of  the  application,  as  indicated  is  also  held  to  be  contingent  on 
a  final  determination  of  whether  the  Commission  has  jurisdic- 
tion of  the  application  under  paragraphs  18  to  22  of  section 
1  of  the  interstate  commerce  act. 


RATES  ON    IRON    PYRITES 

Dismissal  of  the  complaint  in  No.  12318,  Grasselli  Chemical 
Co.  vs.  Director  General,  as  agent,  New  York  Central,  et  al.,  is 
recommended  by  Examiner  J.  Edgar  Smith  in  a  tentative  report 
holding  that  the  sixth-class  rate  charged  for  the  transportation 
of  iron  pyrites  from  DeKalb  Junction,  N.  Y.,  to  New  Castle,  Pa., 
between  June  12,  1919,  and  August  30,  1919,  was  not  unreason- 
able. The  complainant  alleged  that  a  rate  of  $5.30  per  gross 
ton  charged  for  the  transportation  of  43  carloads  of  iron  pyrites 
between  the  points  named  was  unreasonable  and  excessive  to 
the  extent  that  it  exceeded  a  rate  of  $3.15  per  gross  ton,  which 
became  effective  after  the  shipments  moved.  The  examiner 
said  there  was  no  showing  that  the  sixth-class  rate  of  $5.30  was 
unreasonable,  unjust  or  excessive.  On  behalf  of  the  Director- 
General  it  was  pointed  out  that  the  movement  involved  was 
sporadic  and  that  the  six-class  rate  was  properly  applicable 
thereto. 


LIVE  STOCK,  OKLA.  AND  TEX.  TO  WICHITA 
Examiner  Warren  H.  Wagner,  in  a  tentative  report  on  No. 
11906,  Hyre-Price  Live  Stock  Commission  Co.  et  al.  vs.  M.  K. 
&  T.  of  Texas  et  al.,  recommends  that  the  Commission  deny 
reparation  on  carload  shipments  of  live  stock  from  Gould  and 
Hollis,  Okla.,  and  from  Dodsonville  and  Wellington,  Tex.,  to 
Wichita,  Kan.,  and  dismiss  the  complaint.  The  shipments  moved 
in  February  and  March,  1914.  Since  the  hearing  in  the  case, 
the  examiner  says,  three  of  the  shippers  represented  by  the 
complainants,  filed  a  request  for  dismissal  of  the  complaint;  the 
whereabouts  of  two  other  shippers  are  unknown,  and  another 
is  dead  and  the  claim  is  not  listed  as  part  of  the  assets  of  his 
estate.  Complainants'  agency  to  make  claim  for  reparation  has 
not  been  sufficiently  established  of  record  and  its  existence  can 
not  be  inferred,  the  report  states. 


RATES    ON    FRESH    MEAT,    ETC. 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  12316, 
Swift  &  Co.  vs.  Director-General,  as  agent,  proposes  that  the 
Commission  hold  that  minimum  charges  on  less  than  carload 
shipments  of  fresh  meat,  packing-house  products  and  other  com- 
modities, from  East  St.  Louis,  111.,  and  Moultrie,  Ga.,  to  points 
in  southern  states  were  not  unreasonable  but  that  the  rates 
from  East  St.  Louis  were  in  excess  of  those  legally  applicable 
and  award  reparation.  The  report  also  embraced  No.  12335, 
Same  vs.  Director-General,  as  agent,  Georgia  Northern,  et  al., 
the  examiner  recommending  that  the  complaint  be  dismissed 
on  a  finding  that  the  minimum  charges  assailed  therein  were 
not  unreasonable.  The  shipments  moved  during  the  period  June 
25,  1918,  to  November  23,  1918,  from  East  St.  Louis  to  points 
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in  Kentucky,  Tennei  lee,  Mississippi  and  Virginia,  and  duriiiK 
the  period  .Inn.'  %,  1!Ms.  I.,  .limr  II.  l!H!i.  from  Moultrle  to 
points  in  Georgia  and  Florida.  Reparation  only  was  sought. 

CATTLE,   WILSON  TO   FT.  WORTH 

An  award  of  reparation  is  recommended  by  Attorney-Kx- 
aminer  VV.  I!.  Hunter  in  a  tentative  report  on  No.  11972,  M.  L. 
Davis  and  W.  D.  Davis  vs.  Gulf,  Colorado  &  Santa  Fe,  Dlrector- 
(lemT.-il.  as  agent,  et  al.,  on  a  proposed  finding  that  rates  on 
beef  rattle  from  Wilson,  Okla.,  to  Fort  Worth,  Tex.,  were  un- 
reasonable. The  examiner  proposes  that  the  Commission  find 
that  ;i  rate  of  32  cents,  charged  on  24  cars  moving  prior  to 
federal  control,  was  unreasonable  to  the  extent  that  it  exceeded 
19.25  cents,  the  aggregate  of  the  intermediates  contemporaneously 
in  effeet ;  and  that  a  rate  of  34.5  cents,  charged  on  20  cars  mov- 
ing during  federal  control,  was  unreasonable  to  the  extent  that 
il  exceeded  24  cents,  the  aggregate  of  the  intermediates. 


REDUCED  GRAIN  RATES 

The    Traffic    World    Washington   Bureau 

Boyd,  as  agent  for  lines  out  of  Minneapolis,  has  filed  sixth 
section  application  for  authority  to  reduce  the  rate  on  domestic 
grain  shipments,  from  Minneapolis  to  New  York  and  other  east- 
ern points,  seven  cents.  The  present  rate  to  New  York  is  fifty 
cents  and  the  application  calls  for  a  rate  of  forty-three  cents 
and  corresponding  rates  to  other  eastern  points.  The  purpose 
is  to  meet  water  competition  through  Duluth.  The  Southwestern 
Millers'  League  and  the  Oklahoma  Millers'  Association  have 
protested  against  the  application  because  the  same  reduction  is 
provided  for  the  territory  west  of  the  Mississippi. 
The  sixth  section  application  of  Kelly  asking  that  the 
Central  Freight  Association  lines  be  permitted  to  make  a  reduc- 
tion of  4.5  cents  in  domestic  rates  on  grain,  grain  products  and 
grain  by-products  was  granted  by  the  Commission  September  3. 
The  reduced  rates  may  be  made  effective  on  fifteen  days'  notice 
and  will  expire  December  31,  1921,  under  the  special  permission. 
Reductions  in  the  export  rates  on  grain  and  the  application 
of  the  Central  Freight  Association  lines  for  permission  to  cut 
the  domestic  rate  4.5  cents  made  railroad  traffic  managers  at- 
tending the  western  grain  rate  hearing  suggest  that  if  the  peti- 
tioning state  commissioners  and  the  farm  organizations  would 
only  be  patient  the  railroads  themselves,  by  reason  of  disagree- 
ments, would  bring  grain  rates  down  to  a  point  where  there 
would  be  no  ground  for  complaint. 

While  the  general  public  will  regard  7.5  cents  per  100  pounds 
and  the  other  amounts  by  which  export  rates  are  to  be  lowered 
as  hardly  worth  mentioning,  informed  traffic  men  know  that  cuts 
ranging  from  fifteen  to  twenty-three  per  cent  are  not  to  be  re- 
garded lightly.  No  traffic  man  has  estimated  what  the  effect  of 
the  reductions  on  the  revenues  will  be.  When  the  ex  lake  ex- 
port rate  on  grain  and  grain  products  was  reduced  five  cents 
it  was  estimated  that  a  reduction  in  revenue  ranging  from 
$1,500,000  to  more  than  $2,000,000  would  result. 

Uncertain  estimates  could  only  be  made  because  no  one 
could  forecast  what  effect  the  reductions  would  have  on  the  vol- 
ume of  the  traffic.  It  was  admitted  that  if  the  reductions  of  5 
cents  and  7.5  cents  on  grain  to  Atlantic  ports  would  result  in 
restoring  the  flow  of  grain  to  the  eastern  ports  in  volume  as 
great  as  before  the  disturbance  of  relations,  the  eastern  lines 
would  not  lose  anything. 

But  the  Gulf  port  lines,  both  east  and  west  of  the  Mississippi, 
have  been  authorized  to  reduce  their  rates  5.5  cents  and  by 
smaller  amounts  from  points  in  the  territory  west  of  the  Mis- 
souri River.  That  means  that  shippers  from  the  territories  af- 
fected may  continue  to  use  the  Gulf  ports.  In  the  event  they 
are  not  induced  to  ship  to  the  east  the  eastern  lines,  and  also 
the  Canadian  lines,  will  lose  revenue;  so  will  the  Gulf  port  lines. 
The  fear  is  that  the  new  adjustment  will  not  make  much  of 
;i  change  in  the  distribution  as  between  the  ports,  or  in  other 
words,  that  all  that  will  come  from  the  reductions  in  rates  will 
be  loss  of  revenue. 

Not  one  of  the  traffic  men  representing  the  primary  grain 
market  organizations  was  willing  to  admit  that  the  reductions 
would  result  in  any  increase  in  the  price  to  the  farmer.  The 
markets,  they  represented,  are  so  glutted  with  grain,  especially 
coarse  grains,  that  the  rule  that  the  rate  to  the  primary  market 
is  the  amount  of  the  deduction  that  will  be  made  to  establish 
the  price  at  the  country  elevator  or  farm,  will  not  operate.  That 
is  to  say,  if  the  rate  to  Kansas  City  has  been  out  two  cents  per 
100  pounds,  the  farmer  will  not  receive  the  benefit  of  the  cut, 
because  the  Kansas  City  dealer  will  not  have  to  bid  for  grain  in 
that  market  to  fill  his  requirements.  He  will  be  able  to  get 
grain  in  other  markets  to  fill  his  orders.  Therefore,  the  farmer 
who  sends  to  Kansas  City  will  not  get  the  benefit  of  the  reduc- 
tion. 

The  theory  that  the  farmer  would  get  the  benefit  of  a  reduc- 
tion in  the  export  rate  was  used  as  the  foundation  for  the  case 
brought  by  the  state  commissions  and  the  farm  organizations, 
which  the  Commission  turned  into  an  inquiry  of  its  own.  The 
traffic  men  representing  the  buyers  at  the  primary  markets  did 
^ree  with  that  theory  for  the  reason  before  set  forth — 
namely,  that  all  the  markets  are  so  well  supplied  with  grain  that 
the  buyers  rind  not  the  sellers  will  make  the  prices. 


WESTERN  GRAIN  RATE  HEARING 

The    Traffic    World    11'aihinylon    llureau 

The  taking  of  testimony  in  the  Commission's  grain  Inquiry 
was  finished  at  the  afternoon  session  of  September  1  when  Clyde 
M.  Reed,  chairman  of  the  Kansas  commission,  finished  answer- 
Ing  the  questions  of  the  railroad  lawyers  and  the  commissioners. 
The  figures  he  put  into  the  record  tending  to  show  that  the  rail- 
roads were  in  fair  financial  condition  did  not  appear  greatly  to 
worry  attorneys  for  the  railroads.  They  took  the  position  that 
the  commissioners  could  check  up  any  assertions  made  by  the 
witnesses  for  the  railroads  and  draw  their  own  conclusions  as 
to  whether  the  corporate  surplus  was  a  thing  that  could  be 
relied  on  in  time  of  scanty  revenue  to  furnish  the  money  needed 
to  keep  the  road  having  it  well  repaired  and  equipped  against 
the  time  when  there  should  be  a  big  Increase  in  the  tonnage. 

Mr.  Reed  submitted  figures  and  observations  to  show  that 
while  the  bad  order  car  percentage  of  13.2  In  the  western  dis- 
trict in  July  of  this  year  was  much  greater  than  in  other  years, 
the  inference  to  be  drawn  was  not  that  the  number  of  bad  order 
cars  was  much  greater  than,  for  instance,  in  1917,  but  that  a 
larger  percentage  of  cars  were  on  their  home  lines  than  at  any 
time  in  recent  years.  He  quoted  from  the  car  service  rules  to 
show  that  when  a  car  is  away  from  home  it  is  not  counted  as 
bad  order  when  temporary  repairs  can  be  made  to  keep  it  in 
service,  but  that  as  soon  as  it  reaches  its  home  rails  it  is  counted 
as  a  bad  order  car.  The  change  from  good  to  bad  order  would 
be  made  the  minute  the  car  left  the  rails  of  the  foreign  road, 
without  any  change  in  its  condition  having  taken  place.  That 
is  the  fact,  he  said,  because  the  standard  of  maintenance  at  home 
is  higher  than  the  standard  while  the  car  is  in  the  hands  of  its 
owner's  neighbors.  Until  the  recession  in  business  came,  Mr. 
Reed  said,  cars  were  kept  away  from  home  rails  as  long  as 
possible. 

The  figures  were  not  put  in  to  show  bad  faith  on  the  part 
of  the  western  lines,  the  witness  said,  but  merely  to  show  that 
while  the  figures  seem  to  be  alarming,  they  really  are  not,  be- 
cause of  the  two  different  standards  used  in  reporting  on  the 
condition  of  cars.  So  long  as  a  car  is  on  foreign  rails  and  is  able 
to  run,  it  is  in  good  condition,  for  reporting  purposes.  When 
it  reaches  the  home  line,  even  if  it  is  still  able  to  run,  it  is  re- 
ported as  being  out  of  order,  although  there  has  been  no  change 
in  the  fact. 

The  witness  admitted  that  the  kind  of  repairs  inculcated  by 
the  book  of  rules  to  be  made  in  foreign  repair  shops  was  due 
to  the  fact  that  freight  cars  were  not  standardized  and  frequently 
a  repair  shop  was  called  on  to  repair  a  foreign  car  for  which  it 
had  not  obtained  and  could  not  obtain  the  necessary  parts.  Such 
a  car  receives  first  aid  and  started  out  with  a  load  in  the  direc- 
tion of  its  home  rails. 

Figures  of  revenues  and  expenses  for  July  were  put  into  the 
record  by  Mr.  Reed.  The  net  operating  income  for  the  western 
roads,  he  said  was  $33,695,000.  To  that,  he  said,  should  be  added 
whatever  was  recovered  from  the  government  to  cover  under- 
maintenance  to  show  the  real  net.  Assuming  that  the  Railroad 
Administration  would  settle  with  the  western  roads  on  the  basis 
of  settlements  heretofore  made,  he  said  about  $3,700,000  should 
be  added  to  the  July  return  for  the  western  district  to  show 
the  actual  net  operating  income.  That  total,  he  said,  would  be 
only  two  or  three  millions  less  than  the  6  per  cent  the  law  says 
the  roads  are  entitled  to  receive. 

"The  general  tendency  is  toward  improvement,"  said  he. 
"In  view  of  all  the  facts  that  have  been  brought  out  here  it  is 
certain  the  roads  are  getting  near  the  return  the  law  says  they 
are  entitled  to  receive  and  are  not  in  such  a  bad  condition  as 
the  figures  presented  might  be  taken  as  indicating." 

Arguments  on  the  Commission's  grain  rate  inquiry,  cover- 
ing the  western  and  mountain-Pacific  groups,  hearings  on  which 
had  been  going  on  almost  continuously  for  three  weeks,  were 
heard  September  2  and  3.  Seven  hours  were  allowed  for  a 
summing  up  of  the  things  that  had  been  said  at  the  hearing,  in 
which  much  argumentative  matter  was  submitted. 

John  E.  Benton,  counsel  for  the  National  Association  of  Rail- 
way and  Public  Utility  Commissions,  had  the  task  and  honor 
of  opening.  His  effort  was  to  direct  attention  to  the  high  spots 
in  the  testimony  and  to  set  forth  clearly  the  theory  on  which 
the  complainants  were  proceeding. 

"We  are  not  here  asking  a  new  dispensation  or  for  the  appli- 
cation of  any  unusual  rule  of  rate  making,"  said  Mr.  Benton. 
"We  are  here  asking  this  Commission  to  apply  elementary  prin- 
ciples of  law  to  facts  which  are  of  common  knowledge,  and  so 
conclusively  proved  beyond  dispute  by  the  evidence  that  no  at- 
tempt has  been  made  to  dispute  them.  We  come  asking  that 
the  rates  under  consideration  be  declared,  upon  the  evidence 
in  this  rcord,  unjust  and  unreasonable,  and  that  just  and 
reasonable  rates  be  prescribed  in  their  place." 

Grain,  Mr.  Benton  contended,  is,  and  for  a  long  time  has  been 
paying  disproportionate  rates  simply  because,  when  the  virgin 
land  brought  under  cultivation,  it  cost  next  to  nothing  and  the 
farmer  could  stand  disproportionate  rates  and  continue  to  pro- 
duce. He  maintained  that  grain  is  paying  more  than  any  other 
comparable  commodity  and  that  the  relationship  of  rates  on  grain 
and  other  commodities  is  that  which  was  established  by  the 
carriers  themselves  when  they  made  rates  without  check  by  any 
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public  authority.  The  disproportion  that  appeared  in  the  orig- 
inal rates  had  been  continued,  he  said,  with  such  interruptions 
and  variations  only  as  were  forced  by  competition  between  the 
carriers. 

The  original  disproportion,  he  argued,  had  been  increased 
by  the  percentage  increases  in  recent  years.  All  the  traffic  would 
bear,  without  killing  it,  he  said,  has  been  the  rule  applied,  to 
grain  at  all  times  and  never  more  pointedly  than  when  the 
director-general,  at  the  peak  of  prices,  raised  the  rates  on  coarse 
grains  to  the  level  of  the  rates  on  wheat.  The  original  dispro- 
portion, he  said,  therefore  has  been  increased  as  to  the  rates  on 
coarse  grains  by  percentages  ranging  from  70  to  200. 

"We  may  waive  discussion  whether  the  disproportion  in  the 
past  was  or  was  not  proper,"  said  Mr.  Benton.  "If  it  was  not,  a 
reduction  has  long  been  overdue.  If  it  be  assumed  that  it  was 
justified  by  the  ability  of  the  traffic  to  bear  the  disproportion, 
then  the  changed  conditions,  and  the  increase  in  the  cost  of 
production,  which  has  caused  the  disappearance  of  the  farmer's 
margin  of  profit,  makes  a  continuance  of  the  disproportion  un- 
just and  unreasonable. 

"The  farmer  in  Minnesota  gets  less  than  fifteen  cents  an 
hour  for  his  labor  and  no  return  on  his  land.  The  story  is 
worse  in  other  states.  In  North  Dakota  the  return  on  labor 
is  five  cents  an  hour  and  nothing  on  the  land,  and  in  North 
Dakota  the  second  wheat  state  in  the  Union,  it  is  four  cents  on 
labor  and  nothing  on  land.  The  evidence  that  the  farmer  is 
getting  less  than  tne  cost  of  production  is  overwhelming,  nnim- 
peached  and  uncontradicted." 

With  regard  to  hay,  the  facts,  the  speaker  said,  are  some- 
what different,  but  the  ultimate  facts  are  that  there  is  hay,  that 
there  is  a  demand  for  it,  but  that  transportation  costs  make  it 
impossible  for  the  supply  and  the  demand  to  result  in  any  transac- 
tions whatever. 

For  a  definition  of  the  word  reasonable,  Mr.  Benton  went 
as  far  back  as  Lord  Chief  Justice  Hale  (1609-76)  in  his  de  porti- 
bus  maris  and  statutes  of  William  and  Mary  down  through  the 
Munn  and  Smythe  v.  Ames  cases  to  show  that  reasonable  is  a 
word  that  means  reasonable  for  both  shipper  and  for  carrier. 
He  said  the  paramount  consideration  at  this  time  was  the  public 
good,  which,  he  suggested,  would  not  be  served  by  a  contraction 
of  farming  through  a  continuance  of  high  rates. 

American  railroad  men  of  today,  he  suggested,  are  not 
worthy  successors  to  the  men  who  built  the  railroads  that  serve 
the  great  wheat  areas.  He  said  the  builders  of  the  roads  did  not 
take  the  position  that  some  of  the  witnesses  for  the  railroads 
in  this  case  took  that  the  complainants,  in  many  instances,  are 
too  far  away  from  the  markets  and  that,  therefore,  there  is  no 
help  for  them;  that  they  ought  to  move  nearer  the  markets,  and 
that  the  abandonment  of  farms  is  not  such  a  strange  fact  as  to 
warrant  action  in  this  case. 

"What  is  the  reason  railroads  now  act  otherwise?"  asked 
Mr.  Benton,  after  he  had  said  that  the  old-time  traffic  man  kept 
his  ear  close  to  reports  of  economic  conditions  and  made  his 
rates  so  as  to  keep  traffic  moving.  "There  may  be  several  con- 
tributing causes,  but  a  very  important  cause  is  government  reg- 
ulation. Rates  have  been  stabilized;  competition  in  rates  to 
secure  traffic  is  almost  unheard  of.  Traffic  officials  no  longer 
closely  watch  business  conditions  and  traffic  to  determine  quickly 
when  they  ought  to  reduce  their  rates  to  save  business. 

"No  more  striking  example  of  this  deadened  sense,  on  the 
part  of  traffic  officials,  has  come  to  my  notice  than  is  evidenced 
by  the  slow  action  of  the  American  roads  towards  meeting  the 
water  competition  on  export  grain  moving  east  from  Chicago. 
The  figures  which  have  been  put  into  the  record  show  that  the 
forces  were  long  at  work  drawing  traffic  away  from  the  Amer- 
ican, lines.  Anybody  could  see  what  must  happen — that  was 
actually  happening  from  month  to  month — and  yet  they  held 
their  rates  up  until  79  per  cent  of  the  Chicago  grain  was  taking 
the  Canadian  route. 

"Why  do  they  keep  up  their  rates  now?  *  *  *  I  am  driven 
to  the  conclusion  that,  since  the  government  assumed  control  of 
rates,  the  traffic  officials  of  the  railroads  have  so  completely 
devoted  their  energies  to  securing  rate  increases  for  the  purpose 
of  increasing  revenue  that  they  have  forgotten  the  importance  of 
sometimes  reducing  rates  to  increase  revenue.  Once  they  get 
rates  up,  they  are  afraid  to  put  them  down,  for  fear  that,  if 
later,  they  want  to  advance  them  again,  they  cannot  do  so 
quickly,  and  perhaps  not  at  all.  In  the  old  days,  when  they 
changed  their  rates  at  will,  they  adjusted  them  readily  to  meet 
the  needs  of  industry.  Now,  on  principle,  they  never  make  an 
adjustment  downward  until  they  are  driven  to  it  by  the  most 
compelling  reasons." 

Clifford  Thome,  who  spoke  for  organizations  of  farmers,  said 
that  after  every  war  there  had  been  a  substantial  decline  in 
prices  which  each  industry  naturally  had  resisted. 

"Agriculture  has  been  the  weakest  in  resisting  declines  and 
the  railroads  have  been  the  strongest,"  said  he.  "Prices  of  grain 
and  hay  have  come  down  practically  to  pre-war  levels,  while 
the  prices  on  all  commodities  average  from  40  to  50  per  cent 
above  the  pre-war  level,  freight  rates  are  about  70  per  cent  above 
and  railroad  wages  are  variously  estimated  at  80  to  127  per  cent 
above  pre-war  levels.  The  result  is  that  the  bulk  of  the  agri- 
cultural industry  is  on  the  verge  of  bankruptcy.  It  is  up  to  it 


to  get  its  costs  down,  and  transportation  is  one  of  the  most  im- 
portant of  those  costs.  The  Commission  is  the  proper  tribunal. 
The  labor  board  has  ruled  that  shippers  have  no  standing  be- 
fore it. 

"The  railroads  say  that  no  reduction  in  rates  can  be  made 
without  a  reduction  in  wages  and  that  the  general  economic 
situation  is  not  an  issue  to  be  decided  by  this  tribunal.  There- 
fore, I  would  like  to  submit  a  proposition  and  ask  a  question 
which  may  possibly  point  to  a  solution.  Labor  would  probably 
oppose  a  reduction  in  wages  for  the  benefit  of  the  corporations, 
but  I  would  like  to  submit  a  proposition  to  labor.  If  assured 
that  the  entire  wage  decrease  would  accrue  to  the  farmer,  what 
would  be  their  attitude?  And  if  labor  would  consent  to  a  reduc- 
tion in  wages,  would  the  railroads  consent  to  a  reduction  in  the 
rates  on  grain  and  hay?  Five  per  cent  decrease  in  wages  on 
the  western  roads  would  be  approximately  equivalent  to  a  25 
per  cent  reduction  in  the  rates  on  grain  and  hay." 

Glenn  E.  Plumb,  attorney  for  the  railroad  labor  organiza- 
tions, was  sitting  in  the  front  row  of  the  audience  during  the 
argument. 

Continuing  his  discussion  of  his  proposal  that  labor  agree 
to  a  reduction  in  wages  and  that  the  western  carriers  agree  to 
a  reduction  in  rates,  Mr.  Thome  said: 

"During  these  proceedings  we  have  heard  railroad  officials 
continually  stating  that  rates  can  not  come  down  unless  wages 
are  reduced.  I  desire  to  ask  this  question:  If  railroad  labor 
shall  consent  to  a  reduction  in  wages  for  the  specific  purpose 
named,  will  you  consent  to  the  reduction  in  these  rates  on  grain? 
I  shall  state  the  question  more  specifically. 

"The  records  of  this  Commission  show  the  total  wage  paid 
last  year  in  the  Western  District  was  $1,372,913,503.  Allowing 
for  the  increase  in  wages  during  the  middle  of  the  year  and 
the  recent  reduction,  the  total  would  still  approximate  close  in 
$1,300,000,000.  Applying  the  25  per  cent  reduction  in  rates  to 
the  total  annual  freight  receipts  on  our  grain  and  hay  traffic, 
according  to  Mr.  Wettling's  estimate,  would  mean  a  reduction 
of  $63,740,665  for  the  western  railroads.  In  othtr  words,  a  5 
per  cent  decrease  in  wages  would  permit  a  25  per  cent  reduc- 
tion in  the  freight  rates  on  grain  and  hay.  Now  I  present  the 
question:  Without  committing  the  shippers  of  the  necessity  for 
reduced  wages;  without  committing  labor  to  conceding  that 
wages  are  today  too  high;  and  without  committing  the  railroad 
companies  to  a  concession  that  rates  are  too  high — in  other 
words,  regardless  of  any  controversy  between  the  shippers,  the 
corporations,  and  their  employes  as  to  all  other  issues — in  order 
to  meet  the  present  crisis  in  American  agriculture,  I  ask  counsel 
for  the  carriers:  'Do  you  believe  that  the  railroad  companies 
would  consent  to  a  25  per  cent  reduction  in  the  rates  on  grain 
and  hay  provided  that  railroad  labor  would  consent  to  a  reduc- 
tion of  5  per  cent  in  their  wages,  contingent  upon  such  a  reduc- 
tion in  wages  for  that  specific  purpose?'  " 

Mr.  Thome  said  the  proposition  should  .be  confined  to  grain 
in  the  western  district  but  that  if  it  proved  acceptable  he  thought 
it  could  be  enlarged  to  include  "live  stock  and  cover  the  nation, 
thereby  involving  the  bread  and  meat  for  our  people.  A  1l/i\ 
per  cent  reduction  in  wages  would  permit  a  25  per  cent  reduction 
in  the  rates  on  these  basic  food  commodities." 

Although  he  did  not  name  him,  Thome  said  a  vice-president 
of  one  of  the  large  western  roads  voiced  approval  of  the  proposal. 
The  attorneys  representing  the  carriers  in  the  case,  however, 
declined  to  make  reply.  Thorne  said  Mr.  Plumb  had  wired  the 
proposition  to  the  railroad  brotherhood  heads  but  no  reply  had 
been  received  on  September  3.  He  commented  on  the  attitude 
of  labor  and  the  railroads  in  concluding  his  argument  on  that 
date.  He  said  both  sides  had  refrained  from  answering.  Com- 
missioner McChord  remarked  that  Thorne  had  just  made  a  sug- 
gestion and  that  it  hardly  could  be  expected  that  the  inquiry 
would  be  answered  at  once.  Thome  said  what  he  was  seeking 
was  an  expression  from  counsel  for  the  carriers  as  to  whether 
they  believed  the  railroads  would  look  with  favor  on  the 
proposal. 

In  summing  up  his  side  of  the  case,  Thorne  said  the  economic 
question  and  the  relation  of  rates  to  values  of  commodities  were 
in  issue  in  the  case  and  should  be  considered  by  the  Commis- 
sion in  arriving  at  a  decision. 

R.  H.  Widdicombe,  commerce  counsel  of  the  Chicago  &  North 
Western,  said  the  fall  in  the  price  of  grain  was  the  difficulty 
faced  by  the  producers.  He  added  there  was  no  complaint  of 
freight  rates  being  too  high  when  the  farmer  got  what  he  thoimli! 
his  grain  was  worth.  He  said  the  evidence  showed  that  a  reduc- 
tion in  rates  would  not  increase  the  volume  of  traffic  and  that 
the  effect  on  grain  production  was  purely  speculative.  The  con- 
trolling element  in  the  situation,  he  said,  was  the  law  of  supply 
and  demand  and  that  the  low  price  of  wheat  was  due  to  the  lack 
of  demand. 

"I  think  it  is  pretty  conclusively  shown  by  the  record  that 
what  the  farmer  needs  most  is  to  be  let  alone,"  said  he.  "If  he 
is  let  alone,  there  is  no  question  but  that  he  will  come  out  all* 
right." 

"Who's  bothering  him  now?"  queried  Commissioner  Aitchi- 
son. 

"A  good  many  are  bothering  him— if  the  truth  were  known, 
replied   Mr.  Widdicombe.     "The   papers  he  reads   tell   him 
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in 'ii;hi  rates  are  too  hi^li  mid  are  noing  to  be  reduced.  That 
lias  something  In  do  with  his  mental  equlllbriuiu." 

J.  N.  Davis,  assisliint   general  solicitor  of  the  Chicago,  Mll- 

kec  &  St.  Paul,  stressed  the  belief  of  the  railroads  that  their 
linaneial  condition  would  not  permit  tin-  reductions  asked. 

"The  evidence  of  the   railroads  shows  that  at  the  present 

lime,"  said  he,  "the  rate  of  return  to  western  carriers  on  freight 

is  luii   -.54  per  cent  and  on  passenger  3.43  per  cent,  or  2.78  per 

i    total.     This  per  cent  is  regardless  of  any   question   with 

rence  to  deferred  maintenance  or  consideration  of  any  sav- 
ing in  operating  expenses  by  the  recent  wage  reduction  by  the 
labor  board.  If  consideration  is  given  to  deferred  maintenance 
Mid  the  reduction  of  operating  costs  by  reason  of  the  labor 

nl's  decision,  the  percentage  on  investment  would  be  1.16. 
1 1  consideration  is  not  given  to  deferred  maintenance  and  only 
consideration  is  given  to  the  amount  that  would  be  saved  in 
operating  expenses  by  reason  of  the  wage  reduction,  this  per- 
centage would  be  3.5. 

"Without  consideration  of  deferred  maintenance,  there  was 
a  net  for  all  roads  operating  in  the  western  district  under  con- 
ration  of  forty-two  million,  and  if  consideration  was  given 
m  the  maintenance  that  had  been  deferred  and  not  performed, 
this  forty-two  million  would  be  wiped  out  completely. 

"The  operating  ratio  for  the  lines  in  the  western  district 
for  the  year  1920  was  95.04,  which  shows  conclusively  an  un- 
healthy condition,  financially  speaking,  of  the  roads  here  under 
consideration. 

"These  figures  conclusively  prove,  we  believe,  that  there  can 
be  no  general  reduction  in  the  rates.  And  we  believe  that  there 
is  no  one  that  will  contend  that  under  the  present  conditions, 
under  which  the  railroads  operate,  there  could  be  a  general 
reduction  in  rates. 

"There  is  no  evidence  to  prove  that  the  rates  on  these  com- 
modities are  unreasonable,  but  the  carriers  have  shown  that  the 
rates  are  not  unreasonably  high. 

"Witnesses  have  also  shown  that  the  benefit  to  the  farmer 
would  run  from  $8  to  $56  per  farmer  per  annum.  No  one  will 
contend  that  this  is  a  substantial  aid  to  the  farmer  in  his  present 
condition,  but  a  25  per  cent  reduction  in  those  rates  would  mean 
an  annual  loss  in  revenues  of  over  $63,000,000  to  the  carriers  in 
the  western  district  alone  and  would  cut  their  annual  net  return 
to  1.42  per  cent  on  their  tentative  valuation  as  fixed  by  the  In- 
terstate Commerce  Commission.  Not  only  would  this  reduction 
be  disastrous  to  the  roads  as  a  whole,  but  it  would  operate  to 
put  many  if  not  a  majority  of  the  carriers  in  the  western  district 
into  the  hands  of  receivers. 

"It  is  contended  that  a  bushel  of  grain  today  will  not  pur- 
chase as  much  transportation  as  it  did  in  former  years,  especial- 
ly prior  to  the  war.  This  is  obvious  because  of  the  decline  in 
the  price  of  grain  and  the-  increase  in  freight  rates.  But,  what 
commodity  is  not  in  relatively  the  same  situation  as  is  grain? 
If  what  the  complainants  contend  is  a  justification  for  a  reduc- 
tion in  the  rates  on  grain  and  grain  products,  the  same  would 
hold  equally  true  in  most  any  other  commodity  moving  in  volume. 

"They  evide'ntly  overlook  the  fact  that  the  railroad  dollar 
does  not  go  as  far  now  as  it  did  prior  to  the  war.  Also  evidently 
they  overlook  the  fact  that  during  practically  the  entire  war 
period  their  dollar  went  materially  further  than  did  the  railroad 
dollar. 

"There  are  other  seats  of  trouble  confronting  the  farmer 
than  freight  rates,  that  if  properly  adjusted  in  relation  to  the 
farmers'  condition  at  this  time  would  give  some  relief. 

"We  feel  that  we  are  not  called  upon  to  point  out  that  there 
rests  no  power  with  this  Commission  to  reduce  rates  to  enhance 
the  profits  of  shippers  if  such  rates  are  not  shown  to  be  unreason- 
able. This,  of  course,  is  the  law.  The  transportation  act  does 
not  delegate  such  power  to  the  Commission,  and  we  know  of  no 
case  wherein  the  Commission  has  decided  that  it  would  so  make 
rates.  The  carriers'  revenues,  as  is  shown  by  the  evidence  in 
this  case,  are  now  inadequate,  and  what  revenues  the  carriers 
receive  should  not  now  be  diverted  to  assist  an  industry. 

"The  question  has  been  propounded  by  opposing  counsel  as 
to  whether  the  railroads  should  not  forego  the  5%  per  cent  con- 
templated by  the  transportation  act,  and  give  a  helping  hand  to 
the  industry.  It  is  quite  obvious  that  the  railroads  should  not. 

"The  transportation  system  not  only  has  its  rates  regulated, 
but  a  major  portion  of  its  operating  expenses  regulated  by  gov- 
ernmental agencies  and  in  no  case  under  the  present  law  can  the 
transportation  company  earn  for  itself  a  greater  return  than  5% 
per  cent.  Regardless  of  whether  it  be  a  fat  year  or  a  lean  year 
this  5%  per  cent  applies. 

"With  the  farmer  no  such  regulations  exist.  He  can  often 
recoup  and  offset  that  which  he  has  lost  in  the  lean  year  by  what 
he  may  make  in  the  fat  year. 

"For  this  reason  alone  we  believe  that  the  transportation 
system  should  not  be  asked  to  forego  its  just  earnings  to  lend 
aid  and  help  to  any  industry,  whether  it  be  agriculture  or  other- 
wise. 

"The  carriers  are  not  unmindful  of  the  conditions  that  now 
exist  in  the  agricultural  industry  and  the  traffic  manager  is  wide- 
awake to  the  situation,  and  is  not  only  capable  of  dealing  with 
the  situation  as  it  exists,  but  will  see  that  the  interest  of  his 


company  as  well  as  DIP  Interest  of  those  patrons  of  his  road 
are  not  neglected. 

"One  of  the  disturbing  element*  |n  thl«  cane  in  one  that  Is 
wholly  beyond  the  railroads'  control.  It  Is  a  fact  that  cannot  be 
disputed  i  hat  the  freight  i  necessarily  have  a  direct 

relationship  with  the  operating  expenses,  and  unless  the  op- 
ing  expenses  can  be  curtailed  or  reduced  there  Is  no  way  that 
we  know  of  by  which  rates  can  be  reduced.  And  when  operating 
expenses  arc'  considered  It  at  once  is  shown  that  the  major  por- 
tion of  the  operating  expenses  of  any  transportation  company 
is  wages. 

"This  operating  expense  is  by  Congress  delegated  to  the 
Labor  Board.  At  the  same  time  Congress  has  delegated  the  i  • 
lation  of  the  rates  that  the  transportation  companies  should  re- 
ceive for  the  service  performed  to  the  Interstate  Commerce  Com 
mission.  We  thus  have  the  rates  that  we  are  to  receive  regu- 
lated by  one  governmental  body,  while  the  major  portion  of  the 
operating  expense,  namely,  wages,  is  regulated  by  another  and 
different  governmental  body.  And  it  seems  to  be  obvious  that  a 
reduction  in  the  rates  cannot  possibly  be  made  without  a  reduc- 
tion in  the  operating  expense." 

The  closing  argument  in  the  case  was  made  by  Clyde  M. 
Reed,  chairman  of  the  Kansas  public  utilities  commission,  and 
chairman  of  the  committee  of  managers  representing  twenty 
states  west  of  the  Mississippi  River. 

"The  transportation  act  devolved  a  new  duty  upon  the  In- 
terstate Commerce  Commission,"  said  he.  "Theretofore  it  had 
been  charged  with  the  establishment  of  'just  and  reasonable' 
rates.  In  that  act  of  Congress  of  the  United  States  directed  that. 
a  level  of  rates  be  established  that  would  bring  to  the  carriers  a 
stated  return  upon  the  property  used  and  useful  in  transporta- 
tion, but  the  Congress  also  enacted  into  the  law  of  the  land  the 
condition  precedent  of  an  'honest,  efficient  and  economical'  man- 
agement of  the  railways  enjoying  the  benefits  of  this  provision, 
which  amounts  to  some  degree  to  a  guaranty  of  net  earning 
power. 

"The  conclusion  that  these  provisions  must  be  considered 
together  is  irresistible.  Surely  it  was  not  intended  by  Congress 
that  the  return  to  the  carriers  provided  in  section  15a  of  the 
transportation  act  should  have  no  relation  to  the  managerial  poli- 
cies. The  language  of  the  law  is  directly  to  the  contrary.  In 
the  wording  of  the  statute  the  duty  imposed  is  written  in  the 
same  sentence  with  the  benefits  conferred. 

"Now,  was  this  an  empty  phrase  without  substantial  mean- 
ing or  did  the  national  law-making  body,  in  embarking  upon  this 
radical  departure  from  the  existing  policy,  declare  its  firm  desire 
and  intention  that  the  public  interest  in  the  transportation  of  the 
necessities  of  life  and  the  goods  of  commerce  should  be  safe- 
guarded, and  the  transportation  cost,  just  as  much  a  tax  upon 
the  business  of  the  nation  as  though  it  were  collected  by  a  state 
or  national  official,  subjected  to  the  most  careful  scrutiny?  If 
the  carriers  were  to  have  protection  in  their  earning  power,  upon 
the  one  hand,  was  the  general  public  to  be  without  protection 
upon  the  other?  I  can  read  no  such  meaning  into  the  law. 

"Proceeding  further  with  this  view  of  the  meaning  of  the 
statute,  we  must  next  consider  the  duty  that  was  imposed  upon 
this  body  in  the  determination  of  what  was  meant  when  the 
words  'honest,  efficient  and  economical  management'  were  used. 
Do  those  words  have  meaning  and  significance?  Do  they  im- 
pose a  real  duty  upon  this  body?  Is  it  charged  with  a  great 
responsibility,  a  responsibility  essential  to  the  very  spirit  of  the 
law,  if  it  is  to  be  even  measurably  successful  in  its  operation? 
Or,  is  this  body  merely  a  clerical  and  accounting  agency  that 
will  month  by  month  and  year  by  year  receive  the  financial  and 
operating  reports  of  the  American  railroads  and  file  them  for 
statistical  purposes?  Was  it  the  intention  that  this  body  could 
have  no  function  other  than  to  certify  as  to  the  technical  ac- 
curacy of  these  figures?  Such  a  view  of  the  power  of  this  body 
in  the  fixing  of  'just  and  reasonable'  rates  calculated  to  bring 
a  return  to  the  carriers  under  'honest,  efficient  and  economical 
management'  would  have  the  effect  of  placing  the  transportation 
of  this  country  upon  a  'cost-plus'  basis,  a  term  that  has  become 
abhorrent  through  the  abuses  of  recent  years.  The  Interstate 
Commerce  Commision,  under  such  a  policy,  would  only  need  to 
determine  the  expenditures  of  the  railroads  and  then  add  a 
percentage  of  profit.  Its  burden  would  be  light.  I  cannot  sub- 
scribe to  that  interpretation.  I  cannot  dismiss  this  subject  so 
lightly. 

"To  me  the  conviction  is  impelling  that  the  Congress,  in 
its  endeavor  to  solve  the  transportation  problem,  intended  to 
protect  the  public  interest.  It  would  be  shocking  to  assume 
otherwise,  and  in  its  declared  policy,  outlined  in  the  transporta- 
tion act,  the  Congress  imposed  a  duty,  and  a  responsibility,  a 
great  responsibility  upon  this  body,  a  duty  and  responsibility 
which  challenges  its  fullest  sense  of  obligation  and  its  latent 
powers  of  public  service.  Upon  this  body  is  imposed,  in  my 
opinion,  the  task  of  breathing  life  into  the  phrase  'honest,  effi- 
cient and  economical  management,'  a  condition  precedent  to  the 
determination  of  a  'just  and  reasonable'  rate. 

"I  am  not  charging  incompetency  or  dishonesty  in  manage- 
ment of  the  railways.  This  record  would  not  justify  any  sueh 
conclusion.  This  hearing  was  not  for  the  purpose  of  determin- 
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ing  those  things.  But  this  record  does  show  excessive  tr'ans- 
portation  charges.  It  does  show  that  the  burden  is  greater  than 
the  traffic,  in  many  instances,  will  bear.  It  does  show  that  the 
business  of  agriculture,  the  basic  industry  of  the  country,  can- 
not go  on  under  existing  carrying  costs  and,  therefore,  it  brings 
up  to  this  body  its  greatest — in  my  judgment — responsibility. 

"America  is  a  developed  land  of  'magnificant  distances.'  No 
other  country  in  the  world  moves  its  products  upon  the  length 
of  rail  haui  that  we  do.  And  no  other  country  has  developed 
anything  like  the  volume  of  traffic,  considering  all  things,  that 
we  have.  Farmers  are  producing  grain  a  thousand  miles  and 
more  from  the  seaboard  that  must  go  into  the  markets  of  the 
world  in  competition  with  grain  that  does  not  move  more  than 
a  quarter  of  that  distance  upon  the  land.  He  cannot  do  this 
without  transportation,  efficient  and  economical,  and  without  the 
grain  farmer  and  his  production  the  rail  lines  of  the  west  would 
rust  out  and  distress  would  come  in  the  industrial  centers  of 
the  east  and  of  the  old  world.  Agriculture  is  the  basic  industry 
of  this  nation  and  the  food  necessary  to  sustain  life  is  produced 
in  a  section  far  distant,  as  measured  in  ordinary  factors,  from 
the  places  of  its  consumption.  The  basic  industry  of  this  country 
must  be  protected  by  transportation  rates  that  are  'just  and  rea- 
sonable' measured  by  the  capacity  of  the  traffic  to  bear  the 
burden,  or  it  will  perish. ' 

"Now  let  us  examine  the  transportation  cost  trend  of  the 
last  decade.  The  ultimate  factor  in  transportation  expense  is 
the  cost  of  moving  a  ton  of  freight  one  mile.  Stated  by  years 
from  1911  this  cost  as  shown  by  the  record  in  this  case  ex- 
pressed in  mills,  is  as  follows:  1911,  6.601;  1912,  6.292;  1913, 
6.038;  1914,  6.218;  1915,  6.108;  1916,  5.494;  1917,  5.645;  1918, 
7.635;  1919,  9.133;  1920,  10.649;  1921  (5  months),  12.753. 

"It  will  be  observed  that,  starting  with  a  cost  exceeding  6.6 
mills,  transportation  cost  per  ton  unit  decreased  until  in  1916, 
it  reached  the  low-water  mark  of  5.49  mills.  From  that  time 
on  there  was  a  swing  upward  until  at  the  peak  of  commodity 
prices  and  of  wages  in  1920,  the  cost  was  10.64  mills  per  ton 
per  mile. 

"But  we  do  not  stop  there.  Throughout  the  period  of  de- 
scending prices  the  cost  per  unit  of  transportation  increased 
during  the  first  five  months  of  1921,  20  per  cent  over  the  high 
cost  of  1920,  and  amounted  to  12.75  mills  per  ton  per  mile.  This 
figure  is  taken  from  the  operating  expenses  of  the  western  rail- 
roads affected  by  this  proceeding,  and  does  not  include  any  in- 
terest charges  on  funded  debts  or  payment  of  dividends  to  share- 
holders. 

"Is  this  great  Commission,  second  only  in  its  quasi-judicial 
function  to  the  highest  judicial  tribunal  of  the  land,  helpless  in 
this  phase  of  this  situation,  at  a  time  when  the  greatest  industry 
of  the  nation  and  the  largest  purchaser  of  long-distance  trans- 
portation is  faced  with  destruction?  Must  this  Commission 
assume  that  it  must  accept  this  showing  without  question  and 
that  it  has  no  power  to  inquire  into  the  necessity  and  rea- 
sonableness of  these  costs,  in  performing  its  plain  duty  under 
the  law  of  fixing  transportation  rates  on  a  'just  and  reasonable' 
basis? 

"And  if  the  Commission  should  accept  such  a  doctrine, 
which,  in  my  judgment,  it  cannot  do,  how  much  higher  may 
transportation  costs  go  and  how  much  closer  to  the  brink  of 
absolute  destruction  must  the  industry  of  the  country  come  be- 
fore it  exercises  what  in  my  belief  is  its  plain  duty  under  the 
law  of  determining  whether  the  railroads  are  'honestly,  effi- 
ciently and  economically  managed?' 

"It  may  be  said  that  entering  into  these  high  costs  of  trans- 
portation are  high  fuel  costs,  high  steel  costs  and  high  lumber 
and  material  costs,  all  subject  to  economic  influences,  and  high 
labor  costs  subject  to  the  Railroad  Wage  Board,  a  national 
tribunal  established  by  Congress. 

"My  answer  to  this  is  that  transportation  costs  must  come 
down  if  the  business  of  the  country,  including  the  production 
of  food  essential  to  life  itself,  is  to  go  on;  that  it  is  the  plain 
duty  of  this  Commission  to  assume  its  responsibility  under  the 
law  and  fix  'just  and  reasonable  rates'  on  which  the  grain  and 
hay  production  of  the  western  states  may  move;  and  to  de- 
termine whether,  if  the  revenues  of  the  carriers  are  injuriously 
affected,  the  transportation  business  of  the  country  is  conducted 
upon  an  honest,  efficient  and  economical  basis.  If  necessary  to 
readjust  that  basis  and  the  coal  operator,  the  steel  industry,  the 
lumber  trade,  as  well  as  railroad  labor,  must  each  contribute 
whatever  is  economically  necessary,  adjudged  in  the  light  of 
fairness  and  reason,  to  accomplish  this  purpose. 

"The  situation  challenges  this  Commission  to  the  fullest 
sense  of  its  responsibility.  Its  great  hour  is  here  and  its  duty 
lies  plainly  before  it." 

The  Commission  will  give  immediate  consideration  to  the 
record  in  the  case  and  it  is  expected  a  decision  may  be  rendered 
within  two  or  three  weeks. 

James  P.  Woodworth,  vice-president  of  the  Northern  Pacific, 
in  a  statement  issued  September  5,  replied  to  a  report  sent  out 
from  Washington  by  a  press  association  purporting  to  give  a 
resume  of  testimony  given  in  the  grain  rate  hearing  before  the 
Interstate  Commerce  Commission  by  Clyde  M.  Reed,  chairman  of 


the  Kansas  public  utilities  commission.  As  to  the  report  quoting 
Mr.  Reed  as  saying  that  19  western  roads  had  ''profits  of  $987,- 
834,470"  in  1920,  it  may  he  said  that  the  record  in  the  case  does 
not  show  that  such  a  statement  was  made.  Mr.  Reed  did  say,  as 
reported  in  The  Traffic  World,  that  the  western  roads  had  in- 
creased their  surplus,  1920  over  1919,  about  $200,000,000.  Mr. 
Woodworth's  statement  follows: 

The  published  statement  of  the  evidence  given  by  Mr.  C.  M. 
Reed  before  the  Interstate  Commerce  Commission  in  the  recent 
hay  and  grain  case  has  come  to  my  attention  and  is  so  misleading 
that  it  should  not  be  permitted  to  pass  without  public  notice. 

Mr.  Reed  is  quoted  as  saying  that  the  profits  of  19  railroads 
in  the  west  were,  in  1920,  as  shown  by  their  official  reports,  $987,834,470. 
No  inference  can  be  drawn  from  this  statement  except  that  the  profits 
of  these  railroads  for  that  year  amounted  to  the  sum  mentioned. 

In  his  testimony,  I  am  told,  he  named  18  roads  and  the  mention 
of  the  number  of  roads  as  19  was  probably  an  unintentional  error. 

The  official  reports  of  these  18  roads  named  by  Mr.  Reed  show 
that  their  net  operating  income  was  for  1920,  $139,070,487  instead  of 
$987.834,470,  as  the  press  dispatches  quote  Mr.  Reed  as  claiming. 

It  is  probable  that  Mr.  Reed  was  not  referring  to  the  profits 
for  the  year  1920,  when  he  used  the  figures  $987,834,470,  but  to  the 
amount  to  the  credit  of  the  profit  and  loss  account  at  the  end  of 
that  year,  which  means  the  accumulations  to  that  account  during 
the  entire  existence  of  the  several  carriers,  which  would  probably 
be  for  an  average  of  50  years.  When  this  fact  is  understood,  the 
significance  of  his  figures  disappears  and  from  it  will  be  seen  how 
unfair  and  misleading  it  is  to  put  before  the  public  the  state- 
ment that  the  profits  for  1920  were  $987,834,470. 

Mr.  Reed  is  further  quoted  as  testifying  that  the  Western  rail 
lines  have  in  some  way  concealed  $200,000,000.  Nothing  could  be 
further  from  the  truth. 

There  was,  and  could  have  been,  no  concealment,  as  the  accounts 
were  kept  strictly  in  accordance  with  the  requirements  of  the  Inter- 
sate  Commerce  Commission  and  are  public. 

The  effort  to  make  this  sum  appear  as  surplus  earnings  for  1920 
available  for  the  use  of  the  carriers  is  likewise  without  a  shadow  of 
justification. 

Part  of  the  $200,000,000,  to  which  reference  is  made,  consists 
of  about  $45,000,000,  of  accrued  depreciation.  Against  this  is  to  be 
offset  the  depreciation  of  the  equipment  which  had  actually  taken 
place  and  which  the  charge  mentioned  was  intended,  but  had  not  yet 
been  applied,  to  make  good.  No  .one  will  contend  that  this  charge 
was  excessive  and  it  has  the  entire  sanction  of  the  Commission. 

Another  part  of  the  amount  is  operating  reserves  of  about 
$35,000,000,  which  was  charged  into  the  accounts  to  take  care  of 
current  maintenance  that  under  material  and  labor  conditions  of  that 
period  could  not  at  the  time  be  applied,  but  which  must  be  put 
upon  the  property  to  make  good  maintenance  which  of  necessity 
was  at  the  time  deferred. 

The  balance — some  $112,000,000,  which  was  credited  to  corporate 
surplus,  and  as  to  which  an  effort  is  made  to  make  it  appear  that 
it  arose  from  the  operations  of  1920 — embraced  about  $35,000  000 
in  back  mail  pay,  for  periods  prior  to  January  1,  1920,  and  which 
has  no  place  in  the  earnings  of  that  year.  It  also  embraces  amounts 
expended  for  additions  and  betterments  and  thus  no  longer  a  cash 
asset  for  future  use,  and  embraces  also  the  carriers'  estimates  of 
what  would  be  due  them  from  the  United  States  Government  either 
for  the  last  two  months  of  Federal  control  or  for  the  six  months  of 
the  guaranty  period — estimates  not  admitted  by  the  government  and 
not  yet  settled  or  paid,  except  in  part;  thus  being  largely  a  paper 
asset,  representing  a  claim  but  not  an  amount  reduced  into  posses- 
sion. 

From  the  foregoing  it  will  be  seen  that  the  published  statement 
referred  to  is  most  misleading  and  vicious,  and  illustrates  the  dif- 
ficulties which  confront  the  railroads  in  securing  a  fair  under- 
standing by  the  public  of  the  truth  about  the  condition  they  are  in. 

COMMISSION  ORDERS 

Paul  L.  Beal  et  al.  have  been  permitted  to  intervene  in  No. 
12358,  Texas  Livestock  Shippers'  Protective  League  et  al.  vs. 
Director-General,  Abilene  &  Southern  et  al. 

The  second  and  third  paragraphs  of  the  order  entered  March 
1  in  No.  11483,  Cairo  Association  of  Commerce  vs.  Butler  County 
R.  R.  Co.  et  al.,  have  been  amended  by  adding  in  each  of  the 
paragraphs  after  the  words  "Willow  Springs,  Mo.,"  the  words 
"except  points  between  AVillow  Springs  and  Thayer,  Mo."  The 
Commission  has  also  authorized  defendant,  St.  Louis-San  Fran- 
cisco Ry.  Co.,  to  cancel  rates  to  and  between  points  on  its  line, 
Willow  Springs,  Mo.,  to  Thayer,  Mo.,  established  in  compliance 
with  the  above-mentioned  order,  on  five  days'  notice. 

The  Gulf  and  Valley  Cotton  Oil  Co.,  Ltd.,  has  been  permitted 
to  intervene  in  No.  12798,  Galveston  Commercial  Association  vs 
G.  H.  &  S.  A.  et  al. 

The  order  in  No.  10614,  Grand  Rapids  Plaster  Co.  vs.  Direc- 
tor-General, Ann  Arbor  et  al.,  has  been  modified  so  as  to  become 
effective  October  2  instead  of  .September  2. 

The  Red  River  Lumber  Co.  has  been  permitted  to  intervene 
in  No.  6490,  Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Southern  Pacific 
et  al.,  and  No.  8819,  West  Coast  Lumbermen's  Assn.  et  al.  vs. 
Boston  &  Albany  et  al. 

The  Union  Colliery  Co.  has  been  permitted  to  intervene  in 
No.  12399,  Vigo  Mining  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al , 
and  No.  12362,  Bell  &  Zoller  Coal  Co.  et  al.  vs.  B  &  O  S  W 
et  al. 

The  order  in  No.  10903,  Oklahoma  State  Shippers'  Associa- 
tion et  al.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  has  been 
modified  so  as  to  become  effective  on  or  before  November  14 
instead  of  October  14. 


COL.  &   SOUTHERN   ABANDONMENT 

Application  has  been  made  to  the  Commission  by  the  Colo- 
rado &  Southern  for  authority  to  abandon  its  line  from  Buena 
Vista  to  Romley,  Colo.,  a  distance  of  29.42  miles,  originally  built 
to  serve  mines  no  longer  in  operation.  The  company  desires  to 
take  up  the  tracks. 
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(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
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REGULATION    OF    COMMON    CARRIERS 
Remedies    Prescribed    by     Railroad    Commission    Law    Must    Be 

Followed    in    the    Fixing    of    Rates    and    Prevention    of    Dis- 
crimination: 

(Supreme  Court  of  Montana.)  Though  Const,  art.  15,  p.  7, 
provides  that  a  shipper  from  one  point  to  another  cannot  be 
subjected  to  any  discrimination  in  freight  charges  or  facilities 
in  favor  of  a  shipper  from  another  point  to  the  same  destination, 
the  provisions  of  the  railroad  commission  law  (Laws  1907,  c.  37), 
I  creating  and  prescribing  the  powers  and  duties  of  the  Railroad 
Commission  in  the  fixing  of  freight  rates  and  the  prevention 
of  discrimination  are  exclusive  and  the  remedies  therein  pre- 
scribed must  be  followed. — Doney  vs.  Northern  Pac.  Ry.  Co. 
et  al.,  199  Pacific  Rept.  432. 
No  Recovery  for  Discriminatory  Rates  Under  Common  Law 

Where   Superseded    by   Statute: 

The  common-law  remedies  for  discriminatory  and  unreason- 
able freight  rates  having  been  superseded  by  Laws  1907,  c.  37, 
creating  and  prescribing  the  powers  and  duties  of  the  Board  of 
Railroad  Commissioners  in  the  fixing  of  rates  and  prevention 
of  discrimination,  recovery  may  be  had  only  under  existing  leg- 
islation on  the  subject.- — Ibid. 
Exclusive  Remedy  of  Shipper  Suing  for  Discriminatory  Freight 

Rates  Under  "Written  Law"  Is  by  Compliance  with  Statutory 

Law: 

The  exclusive  remedy  under  the  "written  law"  for  recovery 
of  discriminatory  and  unreasonable  freight  charges  is  by  com- 
pliance with  Rev.  Codes,  p.  4377,  providing  that  the  Board  of 
Railroad  Commissioners,  on  complaint  by  a  shipper,  shall  in- 
vestigate and  determine  the  reasonableness  of  any  classification, 
rate  or  regulation  made  by  the  board,  or  section  4389,  provid- 
ing that  any  sum  of  money  paid  to  a  railroad  in  excess  of  the 
rates  fixed  by  the  board  may  be  recovered  in  an  action  in  the 
district  court  of  the  county  in  which  the  payment  was  made,  the 
"written  law"  being  the  statutory  law.- — Ibid. 
Act  Prima  Facie  Constitutional  Conclusively  Presumed  So 

Where  Question  Not  Raised  on  Appeal: 

The  railroad  commission  law  (Laws  1907,  c.  37),  creating 
and  prescribing  the  powers  of  the  Board  of  Railroad  Commis- 
sioners in  the  fixing  of  freight  rates  and  prevention  of  discrimi- 
nation being  prima  facie  within  the  limitations  of  Const,  art. 
15,  p.  7,  prohibiting  discrimination  in  charges  or  facilities  and 
the  collection,  under  penalties  to  be  prescribed  by  the  legis- 
lature, of  any  greater  charge  to  any  station  on  a  railroad's  line 
than  to  any  more  distant  station  thereon  within  the  state,  will 
be  conclusively  presumed  constitutional,  where  no  question  con- 
cerning its  constitutionality  is  raised  on  appeal. — Ibid. 
Complaint  Not  Alleging  Amount  Paid  Was  in  Excess  of  Rates 

Fixed  by  Railroad  Commission  Insufficient: 
'  A  complaint  for  the  recovery  of  damages  for  discriminatory 
and   unreasonable  freight  charges,   which   does   not   allege   that 
the  amount  collected  by  defendants  was  in  excess  of  the  rates 
fixed  by  the  Railroad  Commission,  though  alleging  that  defend- 
ants were  never  authorized  by  it  to  charge  a  higher  rate  from 
the  point  of  shipment  to  the  point  of  destination  than  from  an- 
other point  to  such  point  of  destination,  did  not  predicate  a  right 
to  recover  under  Rev.  Codes,  p.  4389. — Ibid. 
Complaint  Alleging  Collection  of  Excessive  Freight  Charge  Held 

Insufficient  for  Failure  to  Allege   Payment  in  County  Where 

Action    Is   Brought: 

Under  Rev.  Codes,  p.  4389,  a  complaint  alleging  the  collec- 
tion of  a  freight  charge  in  excess  of  the  rate  established  by 
the  Railroad  Commission,  which  fails  to  allege  that  such  pay- 
ment was  made  in  the  county  wherein  the  action  was  brought 
and  that  the  action  was  brought  within  12  months  from  the 
date  of  such  payment,  is  insufficient  to  give  the  court  jurisdiction. 
—Ibid. 
Allegation  Based  on  Provision  of  Railroad  Act  Not  Considered, 

Where  Reliance  on  Act  Expressly  Waived: 

Where  a  shipper  brought  an  action  based  on  the  common 
law,  the  Constitution,  and  the  written  law  for  the  recovery  of 
discriminatory  and  unreasonable  freight  charges,  and  counsel 
asserted  that  the  action  was  not  based  on  the  railroad  com- 
mission law,  it  was 'unnecessary  to  consider  an  allegation  that 
defendants  were  never  authorized  by  the  railroad  commissioners 
to  make  such  a  charge,  in  view  of  the  express  waiver  of  reliance 
on  the  act.— Ibid. 
Presumption  Official  Duty  Regularly  Performed: 

It  will  be  presumed  that  the  official  duty  of  the  Board  of 
Railroad  Commissioners  to  adopt  all  necessary  rates,  charges 
and  regulations  governing  freight  and  passenger  tariffs  as  pre- 


scribed by  Rev.  Codes,  p.  4376,  nan  been  regularly  performed. — 
Ibid. 

Presumption    Rate    Charged    In    Accordance    with    Tariff    Estab- 
lished by  Railroad  Commission: 

It  will  be  presumed  that  a  railroad  In  charging  a  freight 
rate  has  compiled  with  the  law  (Laws  1907,  c.  37)  creating  and 
prescribing  the  powers  of  the  Board  of  Railroad  CommiMlonmv 
in  the  fixing  of  freight  rates  and  that  the  rate  charged  IB  In 
accordance  with  the  published  and  approved  tariff  established 
by  the  Commission. — Ibid. 

.  Allegations    of    Complaint    Held     Insufficient    to   Show    Freight 
Charges  Not  in  Accordance  with  Tariffs  In  Force: 
In   an   action   against  a   railroad   company   to   recover  ditt- 
criminatory   and    unreasonable   freight   charges   collected   by    it, 
allegations  held  insufficient  to  show  that  the  charges  paid  were 
not  in  accordance  with  the  tariffs  adopted  and  in  force  between 
the  points  of  shipment  and  destination  at  the  time  the  ship- 
ments were  made. — Ibid. 

Tariff  Has  Effect  of  Statute  and  Is  Binding  on  Shipper  and  Car- 
rier Until   Modified  by  Proper  Tribunal: 
A  tariff  duly  filed  and  published  has  the  force  and  effect 
of  a  statute  binding  alike  on  the  shipper  and  carrier  until  modi- 
fied  by  the  tribunal  authorized  to   change   it. — Ibid. 
Railroad  Commission  Law  Saving  Existing  Common-Law  Rights 
Held  Not  to  Preserve  Common-law  Remedies: 
Though  the  railroad  commission  law  (Laws  1907,  c.  37;  Rev. 
Codes,  p.  4398)  provides  that  "this  act  shall  not  have  the  effect 
to  release  or  waive  any  right  of  action     ...     for  any  right, 
penalty  or  forfeiture  which  may  have  arisen,  or  may  hereafter 
arise,  under  any  law  of  the  state,"  the  remedies  for  enforcing 
such  rights  are  exclusively  governed  by  the  act,  so  that  the 
rates  established  by  the  Commission  cannot  be  attacked  in  a 
common-law  action. — Ibid. 

Shipper  Cannot   Sue  for   Excess   Rates  or  Discriminations   Until 
Unreasonableness  Determined  by  Railroad  Commission: 
Under  the  railroad  commission  law  (Laws  1907,  c.  37;  Rev. 
Codes,  pp.  4390,  4391),  giving  railroads  and  shipper  a  right  of 
action   against  the   Board  of  Railroad   Commissioners  to  deter- 
mine whether  or  not  any  rate,  classification,  etc.,  fixed  by  the 
board  is  just  and  reasonable,  the  presumption  as  to  the  validity 
of  the  rate  will  be  indulged  until  Its  unreasonable  or  discrimi- 
natory character  is  found"  by  the  board  itself,  so  that  the  ship- 
per's  remedy  is  to   have  the  rate  modified  by  the  commission 
and  to  have  the  reasonableness  thereof  determined  by  a  court 
only  if  the  commission  refuses  to  grant  relief. — Ibid. 
Fact   Railroad  Commission  Cannot  Order   Reparation,  on   Deter- 
mining Rate  Unreasonable,  Does  Not  Prevent  Shipper  from 
Suing  for  Damages: 

The  fact  that  the  Railroad  Commission  is  not  authorized 
under  Laws  1907,  c.  37  (Rev.  Codes,  pp.  4390,  4391),  on  deter- 
mining that  a  rate  is  unreasonable  or  discriminatory,  to  order 
reparation,  does  not  prevent  a  shipper,  after  the  rate  has  been 
so  determined,  from  suing  for  damages,  the  court  merely  de- 
termining the  amount  thereof. — Ibid. 

Voluntary  Reduction  of  Rate  Held  Not  to  Make  Prior  Rate  Un- 
lawful,  Unreasonable,  or   Discriminatory: 
A  voluntary  reduction  of  a  rate  by  a  carrier  would  not  make 
the  prior  rate  unlawful,  unreasonable,  or  discriminatory  and  the 
basis  for  an  action  for  damages. — Ibid. 

Combination    of    Lowest    Intermediate    Rates    Applicable    Where 
Through  Rate  Not  Published: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  Where  an  inter- 
state carrier  has  not  published  a  through  rate,  a  combination 
of  the  lowest  intermediate  rates  applicable  to  the  shipment  is 
to  be  applied. — Missouri  Pac.  R.  Co.  vs.  Rea-Patterson  Milling 
Co.,  273  Fed.  Rept.  518. 

In  making  up  the  through  rate  on  such  a  shipment,  where 
it  appears  that  one  of  the  connecting  carriers  had  published 
a  rate  from  point  A  to  point  B  on  its  line,  for  shipments  origi- 
nating in  A,  and  a  higher  rate  on  commodities  moving  into  point 
A  destined  for  point  B,  the  higher  rate  must  be  taken  in  making 
up  the  combination. — Ibid. 

Contract  Fixing  Street  Railway  Rates  Invalid  as  Abridging  Po- 
lice Power  of  State,  in  Violation  of  Constitution: 
(District  Court,  E.  D.,  Louisiana,  at  New  Orleans.)  A  bill 
will  not  be  dismissed  on  motion  made  under  equity  rule  29  (198 
Fed.  xxvi,  115  C.  C.  A.  xxvi),  unless  ground  for  dismissal  clearly 
appears  on  its  face,  and  the  court  in  its  discretion  may  refuse 
to  act  on  the  motion  and  require  the  filing  of  an  answer. — 
O'Keefe  et  al.  vs.  City  of  New  Orleans  et  al.,  273  Fed.  Rept.  560. 
The  making  of  rates  for  public  service  corporations  is  within 
the  police  powers  of  the  state,  and  under  Const.  La.  art.  263, 
providing  that  "the  exercise  of  the  police  powers  of  the  state 
shall  never  be  abridged,"  as  construed  by  the  Supreme  Court  of 
the  state,  a  city,  though  having  delegated  authority  to  grant 
franchises  to  street  railways  and  to  regulate  the  same,  is  without 
power  to  make  a  binding  contract  fixing  a  rate  of  fare  to  be 
charged  by  a  street  railroad  company  during  a  term  of  years, 
and  where  a  rate  so  fixed  becomes  conflscatory  and  in  violation 
of  the  federal  constitution  the  contract  does  not  preclude  its 
change  by  the  city  or  state,  nor  prevent  a  court  from  enjoining 
its  enforcement. — Ibid. 
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Charter   Held  to   Require  Furnishing  of   Deck  as  Well  as   Under- 

Deck  Cargo    During    Lay   Days: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  Where  the  char- 
ter in  a  separate  paragraph  authorized  loading  a  deck  cargo  so 
as  not  to  endanger  the  rest  of  the  cargo,  and  provided  for  de- 
livery to  the  ship  at  a  daily  rate  which  would  have  supplied 
the  ship  with  both  under-deck  and  deck  cargo  within  the  speci- 
fied lay  days,  the  lay  days  were  given  for  the  loading  of  the 
entire  cargo,  so  that  demurrage  is  recoverable  after  the  expi- 
ration thereof,  though,  during  that  time,  the  master  did  not 
notify  the  charterer  of  his  intention  to  load  the  deck  cargo. — 
W.  R.  Grace  &  Co.  et  al.  vs.  Hansen,  273  Fed.  Rep.  486). 
Delay  in  Loading  Cargo  Held  Fault  of  Charterer: 

Where  the  charter  required  the  owner  to  employ  charterer's 
stevedore,  and  gave  the  master  control  only  of  the  stowage,  the 
charterer,  not  the  vessel,  is  liable  for  demurrage  for  delay  in 
loading  caused  by  the  stevedore's  employment  of  only  one  shift. 
—Ibid. 
Delay  of  Charterer  in  Furnishing  Cargo  Held  Not  Excepted  by 

Strike  Clause: 

Where  the  charterer's  mills  were  closed  on  account  of 
strikes  before  the  vessel  was  ready  to  load,  but  had  resumed 
operations  before  that  time,  and  were  cutting  sufficient  lumber 
to  load  the  vessel,  but  it  was  not  delivered  to  the  vessel,  be- 
cause binding  orders  for  such  delivery  had  not  been  given  in 
in  time,  the  charterer  is  not  exempted  from  payment  of  demur- 
rage for  the  delay  under  the  clause  excepting  liability  for  loss 
due  to  strikes. — Ibid. 
Strikes  Clause  in  Charter  Does  Not  Apply  to  Manufacture  of 

Cargo: 

A  charter  provision  exempting  delays  from  strikes  con- 
nected with  the  working,  delivery,  or  shipment  of  the  cargo 
does  not  except  the  charterer  from  liability  for  delays  caused 
by  strikes  in  the  mills  manufacturing  the  lumber  for  the  cargo.— 
Ibid. 
"Demurrage"  in  Charter  Held  to  Apply  to  Unexcused  Delay 

After  Lay  Days: 

Where  the  parties  to  a  charter  intended  that  the  voyage  must 
be  begun  at  the  end  of  the  time  required  to  load  the  ship,  and 
fixed  a  demurrage  charge  against  the  party  responsible  for  each 
day's  delay,  subject  to  exceptions  contained  in  the  contract, 
demurrage  is  not  to  be  construed  in  its  strict  legal  sense,  but 
provides  for  payment  for  all  detention  beyond  the  time  set  for 
the  loading  not  excused  under  the  contract. — Ibid. 
Delay  to  Procure  Notation  of  Demurrage  Claim  Does  Not  Entitle 

to    Further   Demurrage: 

The  lien  and  cesser  clause  of  a  charter  does  not  preclude 
the  shipowner's  right  of  action  in  personam  against  the  charterer 
to  enforce  his  claim  of  demurrage,  so  that  the  ship  is  not  en- 
titled to  demurrage  for  the  time  during  which  the  master  was 
endeavoring  to  procure  bills  of  lading  with  notation  of  claims 
for  demurrage  thereon,  especially  where  he  could  have  insti- 
tuted proceedings  and  secured  bonds  to  release  from  attachment 
during  the  time  the  vessel  was  detained  for  repairs  after  the 
cargo  was  loaded. — Ibid. 
Charterer  Held  Entitled  to  Demurrage  for  Delay  During  Repairs 

to  Windlass: 

Where  the  vessel  was  detained,  after  the  cargo  was  loaded, 
for  repairs  to  the  windlass,  without  which  the  underwriters 
would  not  have  allowed  the  voyage  to  proceed,  the  charterer  is 
entitled  to  the  stipulated  demurrage  during  the  time  of  such 
repairs,  which  were  necessary  to  make  the  vessel  seaworthy 
as  required  by  the  charter. — Ibid. 
Notice  of  Readiness  to  Load  Held  Sufficient: 

Where  the  charter  required  72  hours'  notice  to  the  charterer 
of  the  readiness  of  the  vessel  to  load,  and  notice  or  readiness 
was  given  2  days  after  the  arrival  of  the  ship,  and  loading  com- 
menced 3  days  after  such  notice,  the  notice  was  sufficient  to 
start  the  lay  days  running  from  the  day  loading  commenced. — 
Ibid. 
Charterer  Entitled  to  Deduct  from  Demurrage  for  Time  Loading 

Was    Delayed    by    Ship's    Fault: 

A  charterer  is  entitled  to  a  deduclion  from   the  demurrage 
charged   against  him  for  half  day's   time  during  which  loading 
was   prevented   by  an   accident   to   the   ship's   donkey   engine. 
Ibid. 

Demurrage    Allowed    for    Day    When    Stevedore    Decided    Insuffi- 
cient Quantity  Was  on  Hand: 

Where  none  of  the  cargo  was  loaded  on  a  ship  during  a 
certain  day  because  the  stevedore  decided  there  was  less  than 
a  half  day's  work  ready  for  loading,  and  that  it  would  not  pay 


to  bring  his  men  for  such  quantity,  the  ship  is  entitled  to  de- 
murrage under  the  charter  for  that  day's  delay. — Ibid. 
Demurrage  Not  Allowed  for  Delay  in  Sailing  After  Loading  Was 

Completed: 

A  shipowner  is  not  entitled  to  demurrage  for  3  days  during 
which  the  vessel  did  not  sail  after  the  cargo  was  loaded,  and 
the  demurrage  controversy  disposed  of  by  the  filing  of  the  libel 
and  the  furnishing  of  a  release  bond. — Ibid. 
Charter  Held  to   Authorize  Charteres  to   Select   Size  of   Lumber 

for  Cargo: 

A  charter  party  for  a  vessel  to  carry  a  cargo  of  lumber,  in 
which  the  charterers  agreed  to  furnish  the  vessel  a  full  cargo 
of  lumber  or  timber  of  such  lengths  and  sizes  as  could  be  taken 
from  the  vessel's  hatchways,  the  vessel  to  have  the  privilege  of  . 
loading  a  deckload,  authorizes  the  charterer  to  select  the  sizes 
and  dimensions  of  the  lumber  to  be  loaded,  subject  to  the  limi- 
tations with  relation  to  the  hatchways  of  the  ship. — Ibid. 
Charter  Held  to  Allow  10  Lay  Days  for  Loading: 

In  a  charter  party  requiring  the  charterer  to  furnish  a  full 
cargo  of  lumber,  which  the  evidence  showed  was  estimated  to 
be  not  less  than  1%  million  feet,  and  allowing  for  the  loading 
of  the  cargo  150,000  feet  per  working  day,  the  charterer  was 
given  10  lay  days  for  loading  the  full  cargo,  but  was  not  re- 
quired to  load  the  specified  quantity  of  lumber  each  day. — Ibid. 
Evidence  Held  to  Sustain  Findings  Charterers'  Stevedore  Loaded 

Cargo: 

On  a  libel  for  demurrage,  pending  the  loading  of  a  cargo  of 
lumber,  evidence  held  to  sustain  the  finding  that  the  stevedore 
who  loaded  the  lumber  was  employed  by  the  charterer,  not  by 
the  ship,  though  he  testified  he  took  orders  as  to  the  stowage 
from  the  master,  who  was  given  authority  to  direct  the  stowage 
by  the  charter  party. — Ibid. 
Whether  Charterer  or  Ship  Employed  Stevedore  Held  Not  to 

Affect  Question  of  Delay: 

Where  the  charter  party  obliged  a  charterer  to  furnish  the 
full  cargo  of  lumber  at  a  specified  rate  per  day,  and  it  failed 
to  do  sb,  it  is  immaterial,  in  determining  the  demurrage  to 
which  the  ship  is  entitled,  whether  the  charterer  of  the  ship 
employed  the  stevedore. — Ibid. 
Charterer  Allowed  Demurrage  During  Time  Ship  Waited  for 

Settlement  of  Demurrage  Claim: 

Where  a  ship  delayed  sailing  after  she  was  fully  loaded  for 
4  days,  during  which  time  the  master  was  endeavoring  to  secure 
a  notation  of  demurrage  on  the  bill  of  lading,  which  the  char- 
terer refused,  and  was  libeling  the  cargo  to  secure  the  demur- 
rage, which  could  have  been  done  on  the  first  day,  the  charterer 
is  entitled  to  the  demurrage  specified  in  charter  party  for  those 
4  days.— Ibid. 
Interstate  Commerce  Act  Does  Not  Prevent  Discontinuance  of 

Service    by    Water   Carrier   and    Common    Carrier   by    Water 

Is   Not   Bound  by  Common   Law  to  Continue  Operation  Over 

Certain  Route: 

(District  Court,  E.  D.,  Michigan,  S.  D.)  A  bill  against  a 
steamship  company,  alleging  that  it  has  for  many  years  during 
each  navigation  season  on  the  Great  Lakes,  through  arrange- 
ments with  connecting  railroad  carriers,  established  through 
rates  and  routes  for  the  transportation  of  passengers  and  prop- 
erty in  interstate  commerce,  partly  water  and  partly  by  rail, 
that  it  threatens,  without  lawful  reason,  to  discontinue  operation 
of  its  vessels  in  violation  of  the  provisions  of  interstate  com- 
merce act  Feb.  4,  1887,  as  amended,  and  praying  an  injunction 
restraining  such  discontinuance,  held  to  state  a  cause  of  action 
arising  under  a  law  of  the  United  States,  within  the  jurisdiction 
of  a  federal  court,  regardless  of  the  citizenship  of  the  parties.— 
Lucking  vs.  Detroit  &  C.  Navigation  Company,  273  Fed.  Kept.  577. 

A  common  carrier  by  water,  having  no  public  franchise  and 
enjoying  no  special  public  rights  or  privileges,  which  has  estab- 
lished regular  routes  for  the  transportation  of  passengers  and 
property  in  interstate  and  intrastate  commerce,  is  not  bound 
by  the  common  law  to  continue  to  operate  its  vessels  over  any 
such  route,  if  it  finds  it  desirable  to  discontinue  and  abandon 
the  same. — Ibid. 

The  provision  of  interstate  commerce  act  Feb.  4,  1887,  p.  1 
(4),  as  amended  by  act  Feb.  28,  1920,  requiring  carriers  subject 
to  the  act  to  provide  and  furnish  transportation  on  reasonable 
request  therefor,  merely  requires  common  carriers,  when  actu- 
ally engaged  in  the  transportation  of  passengers  and  property, 
to  receive  and  carry  such  passengers  and  property  as  may  be 
offered  to  them  without  discrimination,  and  does  not  prohibit 
a  carrier  by  water  from  discontinuing  its  service,  especially  in 
view  of  the  specific  provision  of  subdivision  18  of  that  section 
that  "no  carrier  by  railroad  subject  to  this  act  shall  abandon 
all  or  any  portion  of  a  line  of  railroad,  or  the  operation  thereof," 
without  permission  of  the  Interslalc  Commerce  Commission. 
Ibid. 


E.   ST.   L.  JUNCTION    NOTES 

The  K.isl  SI.  Louis  Junction  Railroad  Co.  has  been  aulhor- 
ized  by  the  Commission  to  issue  demand  notes  not  in  i  xnss 
of  $92,000,  payable  to  the  St.  Louis  National  Stock  Yards,  with 
interest  not  exceeding  7  per  cent.  The  note  will  cover  cash 
advances  made  by  the  St.  Louis  National  Stock  Yards. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest!  taken  from  Reporter!  «nd  Digest!  of  National   Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO   GOODS 
Carrier    Liable    for    Conversion    on    Delivering    Shipment    When 

Unauthorized   by  Telegram: 

(District  Court,  W.  I).  Washington,  N.  D.)  Where  the 
receiver  of  a  corporation,  which  purchased  oil  of  the  shipper, 
who  liad  consigned  the  same  to  his  own  order,  with  directions  to 
notify  a  soap  company  on  delivery  of  the  oil,  wires  the  soap 
company  that  he  was  doing  all  possible  to  locate  documents  in 
older  to  stop  demurrage,  and  suggested  that  the  soap  company 
establish  bond  to  produce  documents  and  unload  the  car,  such 
telegram  was  not  authority  to  the  carrier  to  deliver  the  oil  to 
the  soap  company  without  bond,  and,  having  done  so,  the  re- 
ceiver may  recover  from  the  carrier. — First  National  Bank  of 
Chicago  vs.  Rogers,  Brown  &  Company,  273  Federal  Report  529. 
Separating  Bill  of  Lading  From  Draft  by  Seller  Held  Not  tc| 

Give  Title   Which   Could    Be    Passed   to    Buyer: 

(Supreme  Court,  Appellate  Division,  First  Department.) 
Where  a  bill  of  lading  was  first  made  out  to  order  of  third  per- 
son, and  was  received  by  such  person,  and  a  draft  was  drawn 
on  plaintiff  seller  by  such  third  person,  attached  to  the  bill  of 
lading,  and  forwarded  to  plaintiff,  and  was  presented  to  plain- 
tiff, who  did  not  pay  the  draft,  but,  without  the  knowledge  or 
consent  of  the  third  person,  caused  the  bill  of  lading  to  be  de- 
tached from  the  draft,  and  drew  a  draft  on  defendant  buyer, 
and  attached  the  bill  of  lading  to  it,  and  defendant  refused  to 
pay  the  draft  and  rejected  the  shipment,  held  that  the  unau- 
thorized separation  of  the  bill  of  lading  from  the  draft,  of  the 
third  person,  did  not  give  the  plaintiff  title  to  the  goods,  and 
they  could  not  pass  title  to  defendant;  plaintiff  being  guilty  of 
a  tortious  conversion  of  the  bill  of  lading. — Pottash  et  al.  vs. 
Cleveland-Akron  Bag  Company.  189  New  York  Supp.,  375. 

TRANSPORTATION    AND    DELIVERY    BY    CARRIER 
Carrier  Liable  for  Failure  to  Deliver  Car  at  Crossing  Designated 

in    Bill   of   Lading: 

(Supreme  Court  of  Appeals  of  Virginia.)  Where  a  bill  of 
lading  provided  for  delivery  of  a  car  at  a  particular  crossing  in 
Norfolk,  a  general  custom  on  the  part  of  the  carrier  to  tender 
delivery  of  cars  consigned  to  Norfolk  in  Port  Norfolk  is  not 
binding  or  admissible  in  evidence,  for  custom  can  never  override 
the  express  provisions  of  the  contract. — North  Shore  Improve- 
ment Co.  vs.  New  York,  P.  &  N.  R.  Co.  et  al.,  108  Southeastern 
Rept.  11. 

Though  it  was  the  custom  of  carriers  to  tender  delivery 
of  cars  consigned  to  Norfolk  at  Port  Norfolk,  yet  where  a  bill 
of  lading  called  for  a  delivery  at  a  particular  siding  in  Norfolk, 
the  custom  cannot  modify  the  written  contract  of  the  parties, 
and  until  delivery  is  made  at  such  siding  demurrage  cannot 
be  charged. — Ibid. 
Limitation  of  Liability  by  Telegraph  Company  Binding  Though 

Not  Filed  With   Interstate  Commerce  Commission  or  Known 

to   Sender: 

(Supreme  Court  of  Michigan.)  The  construction  of  an  act 
of  Congress  by  the  federal  court  of  last  resort  must  be  followed 
by  a  state  court. — Grand  Rapids  Showcase  Co.  vs.  Postal  Tele- 
graph-Cable Co.,  183  N.  W.  Rept.  731. 

Under  Act  of  Congress  June  18,  1910,  placing  telegraph  and 
telephone  companies  engaged  in  interstate  business  under  fed- 
eral control,  a  rule  of  the  company  limiting  its  liability  for 
mistakes  in  the  transmission  of  unrepeated  night  lettergrams 
was  binding,  though  the  company  had  not  filed  its  rates,  rules, 
and  regulations  with  the  Interstate  Commerce  Commission,  and 
though  the  sender  did  not  know  the  rule  and  did  not  write  the 
message  on  one  of  the  company's  blanks  on  the  back  of  which 
the  rules  were  printed,  but  telephoned  it.  to  the  telegraph  office. 
—Ibid. 


U.  S.  SHIPPING  FIGURES 

The    Traffic    World    Washington   Bureau 

Vessels  engaged  in  foreign  trade,  entering  and  clearing  from 
United  Stales  ports  in  1920  had  a  net  tonnage  of  more  than 
50,000,000  Ions,  according  to  records  of  shipping  activities  in 
United  Stales  ports  compiled  by  the  Bureau  of  Foreign  and  Do- 
mestic Commerce  of  the  Department  of  Commerce. 

"The  total  net  tonnage  of  vessels  entering  United  States  ports 
in  1920  was  50,139,8 II.  and  the  total  net  tonnage  of  clearances 
was  53,037,390,"  the  Bureau  said.  "Of  the  total  entrances  25,- 
509,538  tons  represented  American  vessels,  and  of  clearances 
the  amount  representing  American  tonnage  was  26,425,464. 

"For  the  Atlantic  coast,  exclusive  of  Florida,  entrances  to- 
taled about  32,800,000  and  clearances  about  33,400,000  tons,  with 


New  York  accounting  lor  the  major  purl.     For  the  1'arii 
i-iiirani-en  totaled  about  5,300,000  and  clearances  about  6,000,oiHi 
tons.    The  balance  la  credited  to  (lull  districts  and  Florida.    The 
following  shows  the  rank  of  customs  districts  In  vessel  tonnage 
entered  and  cleared: 

KNTKANCI-IS  CLfBABAl 

Not  ton«.  Net  ton*. 

N.-w    York     17.104,000        Nt-w    York     15,045,  oO'i 

N.-w     Orleans     4.5''7,000       Virginia     »,«W,OOfl 

Virginia     :t. 721,000       New   Orleans    4,92X.wnj 

rhllndelphlii      3.518.000        M;iryl;in<l      4,544,000 

Mm  \  i.-mii     3.010,000       Philadelphia     3,S06.ooo 

Washington     3.346.000       Washington     3,442,000 

Oatv.-ston      2,426,1)00       Oalvcston      2,838.000 

Florida     2,420,000       Snfoine      2,317.000 

;.;tt3      2.249,000       Florida     2,269.000 

S;iliin«      1,923,000       San  Francisco   1,601,000 

S.i  n    Francisco    1.387,000       Massachusetts      1,337,000 

Maine   and   New   Hump-                        Mobile      912,000 

shire     603,000  Maine  and  New  Hamp- 

Mohile      627,000           shire    721,000 

Georgia      609,000       Georgia      698,00') 

South   Carolina    578,000       Los  Angeles   554.000 

Rhode    Island     373,000       Oregon     462,000 

IMB    Angeles    :;07,0(.0       South   Carolina    410,000 

Oregon     201,000       Rhode  Island    365,000 

North    Carolina    172,000       North  Carolina   42,000 

San    Antonio    15,000       San   Antonio   38,000 

Connecticut     25,000       San    Diego    26,000 

San   Diego    1 4,000       Connecticut     13,000 

"The  difference  between  the  two  sets  of  figures  for  any 
district  is  due  to  the  practice  of  vessels  entering  at  one  port 
and  moving  to  another  to  secure  cargo  before  clearing  for  a 
foreign  destination.  There  are  a  number  of  striking  illustra- 
tions of  this  practice,  as  in  the  case  of  Oregon  showing  for  clear- 
ances more  than  twice  the  tonnage  entered,  and  Connecticut 
showing  entrances  nearly  twice  as  large  as  clearances.  On  the 
other  hand,  a  very  close  approach  to  balance  of  movement  is 
shown  by  the  figures  for  Washington  and  for  Rhode  Island. 

"The  figures  for  vessels  of  American  registry  show  some 
interesting  contrasts  when  compared  with  the  totals,  as  shown 
by  the  following  ranking  of  customs  districts  in  1920: 

ENTRANCES  CLEARANCES 

Net  tons.  Net  tons. 

New    York     8,559,000       New   York    6,078,000 

New    Orleans     2,538,000       Virginia    2,659,000 

Philadelphia      1,971,000       New    Orleans     2,615,000 

-Maryland      1,770,000       Maryland      2,261,000 

Florida     1,737,000       Philadelphia    2,094,000 

H.ilvpston      1,539,000       Florida     1,808,000 

Washington     1,293.000       Galveston      1,784,000 

Massachusetts      1,097,000       Washington     1,328,000 

Sabine    1,021,000       Sabine    1,177,000 

Virginia      881,000       San    Francisco     1,039,000 

San   Francisco    783,000       Massachusetts      734,000 

Mobile      466,000       Mobile      G86.000 

South    Carolina     379,000       Los    Angeles     439,000 

Georgia      373,000       Georgia      418,000 

Maine  and   New  Hamp-  Oregon     340,000 

shire     312,000  Maine  and  New  Hamp- 

Rhode  Island    300,000          shire    321,000 

Los  Angeles    179,000       Rhode  Island   311,000 

Oregon     119,000       South    Carolina    255,000 

North   Carolina    j  18,000       San    Antonio    3X.OOO 

San    Antonio    45,000       San    Diego    20,000 

Connecticut     11,000       North   Carolina    11,000 

San  Diego    8,000       Connecticut    

"New  York,  for  example,  shows  about  the  same  proportion 
of  entrances  of  American  vessels  as  it  does  for  the  total,  but  in 
clearances  its  share  of  American  vessels  is  considerably  smaller. 
Pacific  ports,  on  the  contrary,  show  the  great  bulk  of  their  clear- 
ances to  be  American  vessels,  except  for  the  Washington  district, 
where  the  concentration  of  trans-Pacific  liner  services  under 
foreign  flags  swings  the  balance  to  the  other  side.  Florida  has 
a  marked  preponderance  of  American  vessels  in  both  entrances 
and  clearances,  on  account  of  the  shuttlelike  services  to  Cuba. 
Galveston  shows  a  similar  condition,  due  to  the  traffic  with  Mex- 
ico, especially  by  tankers  operating  from  Mexican  oil  ports.  Con- 
necticut, however,  shows  no  clearances  of  American  vessels  in 
foreign  trade,  and  North  Carolina  barely  one-fourth  the  total  as 
American,  the  explanation  in  both  cases  being  that  what  services 
are  maintained  from  these  districts  are  by  vessels  which  make 
their  clearances  from  other  ports." 


SHIPPING  BOARD  AFFAIRS 

The  Traffic   World   Washington  Bureau 

J.  W.  Powell,  formerly  of  the  Bethlehem  Shipbuilding  Cor- 
poration, appointed  recently  as  one  of  the  five  vice-presidents 
of  the  United  States  Shipping  Board  Emergency  Fleet  Corpora- 
tion, took  up  his  duties  September  7.  He  will  supervise  ship 
sales  and  undertake  a  reorganization  of  the  board's  methods  in 
the  handling  of  receipts  and  disbursements. 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  returned  to 
Washington  September  7  from  a  visit  to  Chicago.  Reports 
reached  Washington  from  New  York  to  the  effect  that  bids  on 
five  of  the  former  German  liners  involved  in  the  United  States 
Mail  Steamship  Company  case  had  been  submitted  to  the  board. 

Officials  in  Washington  said  no  bids  had  been  received  so 
far  as  they  knew.  The  board  has  not  asked  for  bids,  but  prob- 
ably will  within  the  next  few  weeks.  It  was  regarded  as  probable 
that  the  reports  in  New  York  developed  from  Inquiries  Interested 
persons  may  have  made  in  regard  to  the  ships. 
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The  board  is  preparing  to  advertise  for  charter  or  for  sale 
the  nine  former  German  vessels  recovered  from  the  U.  S.  Mail 
Co.  These  vessels  are  said  to  represent  the  cream  of  the  Ship- 
ping Board  fleet.  The  board  will  sell  them — or  charter  them— 
as  a  going  concern  and  as  one  fleet. 

The  vessels  will  be  sold  or  leased  only  to  one  hundred  per 
cent  American  citizens  financially  responsible,  officials  say. 
Pending  their  sale,  they  will  be  operated  by  T.  H.  Rossbottom, 
general  manager  of  the  Panama  Railroad  Steamship  Co. 

A.  D.  Lasker,  chairman  of  the  U.  S.  Shipping  Board,  has  a 
stanch  supporter  in  President  Harding.  Many  rumors  have  been 
in  circulation  in  Washington  recently,  particularly  in  connec- 
tion with  the  Shipping  Board's  action  in  the  United  States  Mail 
Steamship  Company  case,  that  the  President  was  displeased  with 
the  chairman  and  that  Mr.  Lasker  was  on  the  verge  of  resigning 
or  had  resigned. 

These  reports  have  been  brought  to  the  attention  of  the 
President  and  he  has  let  it  be  known  that  he  has  approved  the 
course  taken  by  Mr.  Lasker  and  the  board  and  is  particularly 
gratified  with  the  manner  in  which  the  U.  S.  Mail  case  was 
handled.  As  far  as  can  be  seen,  there  is  no  rift  between  Chair- 
man Lasker  and  the  President. 

Mr.  Lasker  is  a  frequent  visitor  at  the  White  House.  He 
also  has  been  the  guest  of  the  President  on  several  week-end 
trips  on  the  Mayflower.  When  the  board  has  a  big  problem  to 
decide  and  has  reached  a  tentative  conclusion  in  the  matter,  Mr. 
Lasker  goes  to  the  President  with  the  proposition. 

The  action  of  the  President  in  coming  to  the  defense  of  the 
chairman  when  the  deficiency  appropriation  bill  was  under  con- 
sideration in  Congress  is  also  pointed  to  as  evidence  that  the 
President  is  standing  back  of  Mr.  Lasker.  Rumor  had  it  that 
Director  of  the  Budget  Dawes  criticized  Mr.  Lasker  and  the 
board.  An  official  statement  was  issued  by  Dawes  praising  the 
board  and  the  chairman. 

Chief  Counsel  Schlesinger  has  promised  some  important  dis- 
closures in  connection  with  cases  involving  large  claims  against 
the  board.  Two  of  the  cases  referred  to  were  the  Charles  W. 
Morse  claim  of  about  $20,000,000  against  the  board  and  the  Pusey 
&  Jones  claim  of  about  $14,000,000.  These  cases  grew  out  of  the 
war  period  operations  of  the  board. 

Mr.  Schlesinger  said  reports  that  there  were  40  employes 
getting  $12,000  a  year  or  more  were  not  true.  He  said  there 
were  six  officials  in  the  operating  division  getting  over  that 
amount  and  six  or  seven  in  the  legal  department.  He  believed 
the  board  would  be  able  to  comply  with  the  limitation  put  on 
the  board  by  Congress  that  not  more  than  six  officials  should 
get  in  excess  of  $11,000  a  year  without  serious  interference  with 
its  organization. 

NEW  TRANSPORTATION  AGENCY 

The  Traffic   World   Washington  Bureau 

Announcement  was  made  at  the  Department  of  Commerce, 
September  7,  of  the  appointment  of  E.  S.  Gregg  as  chief  of  the 
transportation  division  of  the  Bureau  of  Foreign  and  Domestic 
Commerce.  The  division  has  been  created  by  Secretary  Hoover 
to  aid  American  business  men  in  connection  with  exports. 

Mr.  Gregg,  who  has  been  connected  with  the  American 
International  Corportation  of  New  York,  as  adviser  on  shipping 
conditions,  is  a  graduate  of  Austin  College  of  Texas.  He  also 
took  the  graduate  course  in  transportation  at  the  University 
of  Chicago.  During  the  war  he  was  connected  with  the  ship- 
ping section  of  the  general  staff  of  the  War  Department.  He 
is  the  author  of  numerous  articles  on  shipping  subjects. 

Questioned  as  to  the  scope  of  the  new  division's  activities, 
Mr.  Gregg  said  the  first  work  to  be  undertaken  would  be  that 
of  an  intensive  study  of  ocean  shipping  with  a  view  to  deter- 
mining the  minimum  amount  of  ship  tonnage  needed  for  given 
ports  of  the  United  States,  and  in  connection  with  the  mainte- 
nance of  established  trade  routes  and  the  establishment  of  new 
routes.  This  work  will  be  undertaken  in  co-operation  with  the 
Shipping  Board. 

Later  the  division  will  consider  matters  relating  to  export 
rail  rates  and  may  co-operate  with  business  men  in  seeking  the 
establishment  of  such  rates  on  commodities  to  enable  American 
business  men  to  compete  with  foreign  business. 


PREPARATION  FOR  BUSINESS  REVIVAL 
In  a  bulletin  to  members,  C.  H.  Tiffany,  traffic  manager  of 
the  New  England  Paper  and  Pulp  Traffic  Association,  discuss- 
ing the  recent  statement  by  M.  J.  Gormley,  chairman  of  the 
car  service  division  of  the  American  Railway  Association  with 
relation  to  the  preparation  on  the  part  of  the  railroads  for  a 
sudden  revival  of  business  (see  Traffic  World,  August  20,  page 
366),  says: 

I  am  no  prophet,  but  having  been  born  in  Northampton.  Mass., 
I  am  a  bull  on  America,  and  I  have  no  faith  in  the  long  continu- 
ance of  the  present  stagnation.  Therefore,  if  and  when  a  business 
boom  comes,  possibly  with  a  rush,  I  believe  we  shall  experience 
freight  transportation  conditions  that  will  puzzle  us  to  Hie  utmost  to 
deliver  the  goods,  and  will  require  upon  the  part  of  all  shippers  1  in- 
quickest  possible  turn-around  and  the  most  intensive  use  of  cubic 
capacity  of  freight  cars,  which  the  Interstate  Commerce  Commis- 
sion once  described  in  a  rate  decision  as  "ambulatory  personality." 


RAILWAY  REVENUE 

The  Traffic   World   Washington  Bureau 

With  reports  in  from  all  except  one  road,  returns  to  the 
Commission  from  202  class  I  roads  show  that  the  net  operating 
income  for  July  was  $69,485,000,  as  against  a  deficit  of  $11,878,- 
000  last  July.  The  railroads  made  a  more  favorable  showing 
in  July  with  respect  to  net  income  than  in  any  preceding  month, 
except  October,  1920,  since  the  increased  rates  became  effective 
August  26,  1920.  They  fell  about  $20,000,000  short  of  earn- 
ing a  return  of  6  per  cent  in  July.  Operating  revenues  for  July 
totaled  $462,953,000,  a  decrease  of  12%  per  cent,  compared  with 
July,  1920.  Operating  expenses  amounted  to  $362,776,000,  a 
decrease  of  29.4  per  cent,  compared  with  July,  1920.  Out  of  the 
202  reporting  roads,  57  had  deficits  in  July. 


PLIGHT  OF  NEW  ENGLAND  ROADS 

The   Traffic    World    Washington   Bureau 

Senator  David  I.  Walsh  of  Massachusetts,  in  a  letter  to 
Governor  Cox  of  Massachusetts,  September  5,  recommended  that 
the  governors  of  the  New  England  states  investigate  the  finan- 
cial condition  of  the  New  England  roads  with  a  view  to  finding 
a  solution  for  their  problems.  The  senator  said  reports  which 
had  come  to  him  recently  from  official  government  sources  "indi- 
cate an  impending  crisis  in  our  transportation  system,"  the 
reference  being  to  the  New  England  situation.  He  said  that 
even  in  the  face  of  "extreme  government  assistance  the  roads 
seem  to  be  on  the  verge  of  economic  breakdown." 


GOVERNMENT  EXTRAVAGANCE 

The  Traffic   World   Washington  Bureau 

President  Harding,  in  a  letter  to  Senator  McCormick,  made 
public  this  week,  in  discussing  extravagant  expenditures  by  the 
government  in  the  past,  referred  to  the  Railroad  Administration 
and  to  the  Shipping  Board.  He  said: 

Approximately  $3.500,000,000  have  been  poured  out  under  the  di- 
rection of  the  Shipping  Board.  Yet  I  have  from  the  War  Depart- 
ment the  curious  bit  of  information  that  only  one  vessel  built  by  t 
Shipping  Board  ever  carried  any  American  troops  to  fight  in  Europe. 
This  was  a  cargo  boat,  the  Liberty,  which,  according  to  the  War 
Department  records,  in  October,  1917,  carried  approximately  50  sol- 
diers to  Europe.  These  were  the  only  soldiers,  according  to  the 
record  that  were  transported  to  Europe  before  the  armistice  in  a 
vessel  built  by  the  Shipping  Board. 

According  to  the  most  conservative  estimate  which  has  come  to 
me  the  Railroad  Administration  has  cost  the  government  between 
$1,250,000,000  and  $1,500,000,000,  and  the  end  is  not  yet. 

The  President  said  the  government  was  now  working  its 
way  out  of  a  "welter  of  waste  and.  prodigal  spending  at  a  most 
impressive  rate." 

REVENUE   FREIGHT   LOADING 

The  Traffic   World   Washington  Bureau 

An   increase  of  13,273  in   the  number  of  cars  loaded   with 
revenue    freight   during  the   week   ended    August   27,   compared 
with  the  previous  week,  is  shown  by  reports  received  by  I 
Car  Service  Division  of  the  American  Railway  Association, 
total  for  the  week  was  829,709  cars.     This  is  the  largest  week' 
loading  since  December  11,  1920,  but  as  compared  with  the  cor- 
responding week  of  1920  it  shows  a  loss  of  171,599  cars. 

The  principal  increases  as  compared  with  the  week  before 
were  in  the  loading  of  merchandise  and  miscellaneous   freight 
and  in  coal.     The  total  number  of  cars  loaded  with  merchandis 
and    miscellaneous   freight   was   499,421,   an   increase    of   nearly 
8,000  as  compared  with  the  week  of  August  20,  but  35,00' 
than  for  the  corresponding  week  of  last  year. 

Loading  of  grain  and  grain  products  was  59,505,  a  decrease 
as  compared  with  the  week  before  of  370,  but  13,000  cars  more 
than  for  the  same  week  of  1920.  The  loading  of  live  stock 
amounted  to  28,070  cars  or  a  decrease  of  1,040  under  the  pre- 
ceding week  and  slightly  less  than  for  the  corresponding  week  of 
1920. 

Coal  loading  amounted   to   161,612,  an   increase  of  7,472 
compared   with   the  week  before,   but  50,000  cars  less  than   for 
the  corresponding  week  of  1920.     The  loading  of  forest  products 
was  46  460,  an  increase  of  1,877  over  the  week  before,  but  about 
1  000  cars  less  than  the  loading  for  the  corresponding  week 
1920.     The  ore  loading  was  30,035,  a  decrease  as  compared  witl 
the  previous  week  of  2,355,  while  the  loading  of  coke  was  4,60' 
cars,  an  increase  of  170. 

Compared  by  districts,  there  were  increases  as  compared 
with  the  week  before  in  all  except  the  Pocahontas  and  North- 
western districts,  but  4*1  all  districts  the  loading  was  below 
that  for  the  corresponding  week  of  1920. 

Revenue  freight  loading  by  districts  in  the  week  ended 
August  27  and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,527  and  7,90 
live  stock,  3,086  and  2,714;    coal,  44,749  and  57,147;   coke, 
and  3540;  forest  products,  4,586  and  8,059;  ore,  2,068  and  11,031 
merchandise    L.   C.  L.,  59,762  and  48,384;    miscellaneous,   81,702 
and    106,155;    total,   1921,   204,592;    1920,    244,935;    1919,    233,827. 
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district:  Grain  and  grain  products,  3,622  and 
3,174;  live  stock,  3,047  and  3,606;  conl,  44,645  and  66,083;  coke, 
2,268  and  7,827;  forest  products,  2,630  and  3,869;  ore,  7,230  and 
i:iS47-  merchandise,  L.  C.  L.,  44,837  nnd  39,483;  miscellaneous, 
:,7,i',..  and  74,436;  total,  1921,  165,234;  1920,  212,335;  1919.  206,- 
801. 

Pocahontas  district:  Grain  and  grain  products,  173  and  251; 

live  stock,   198  and  272;   coal,  16,911  and  23,769;   coke,  33  and 

;   forest  products,  1,237  and  727;   ore,   (none)   and  228;  mer- 

udlse,   L.   C.   L.,   2,685   and   3,186;    miscellaneous,   5,400   and 

6,140;  total,  1921,  26.637;   1920,  36,322;   1919,  36,697. 

Southern  district:  Grain  and  grain  products,  3,526  and  3,- 
352;  live  stock,  1,747  and  1,808;  coal,  22,265  and  24,318;  coke, 
283  and  1,022;  forest  products,  14,180  and  19,097;  ore,  183  and 
merchandise,  L.  C.  L.,  36,231  nnd  35,266;  miscellaneous, 
:;'l  723  and  41,162;  total,  1921,  110,138;  1920,  129,425;  1919,  120,- 
145. 

Northwestern  district:  Grain  and  grain  products,  19,468  and 
i::,ii.V7;  live  stock,  7,242  and  7,179;  coal,  9,350  and  12,291;  coke, 
484  and  1,701;  forest  products,  10,794  and  17,711;  ore,  19,012 
:ind  46,172;  merchandise,  L.  C.  L.,  28,440  and  30,360;  miscel- 
laneous, 35,162  and  41,415;  total,  1921,  129,952;  1920,  170,486; 
1919,  166,848. 

Central  Western  district:  Grain  and  grain  products,  19,253 
and  13,209;  live  stock,  9,953  and  10,506;  coal,  18,682  and  21,996; 
coke,  190  and  361;  forest  products,  6,315  and  7,839;  ore,  831  and 
4'.i:>6;  merchandise,  L.  C.  L.,  31,195  and  32,756;  miscellaneous, 
4"  134  and  47,521;  total,  1921,  128,553;  1920,  139,124;  1919,  125,- 
830. 

Southwestern  district:   Grain  and  grain  products,  6,036  and 

4.496;    live  stock,  2,797  and   2,318;    coal,   5,010   and   6,212;    coke, 

•    236  and  121;   forest  products,  6,718  and  8,278;  ore,  711  and  695; 

merchandise,  L.  C.   L.,  16,015  and   17,767;    miscellaneous,  27,080 

and  28,794;    total,  1921,   64,603;    1920,   68,681;    1919,   61,502. 

Total,  all  roads:  Grain  and  grain  products,  59,505  and  46,- 
044;  live  stock,  28,070  and  28,463;  coal,  161,612  and  211,766; 
coke,  4,606  and  15,921;  forest  products,  46,460  and  66,580;  ore, 
30,035  and  79,709;  merchandise,  L.  C.  L.,  219,165  and  207,202; 
miscellaneous,  280,256  and  345,623;  total,  1921,  829,709;  1920, 
1,001,308;  1919,  951,653. 

FLAT  $3.00  DEMURRAGE  RATE 

A  circular  of  the  American  Wholesale  Lumber  Association 
to  members,  under  date  of  September  2,  says: 

The  question  as  to  whether  or  not  our  organization  should  favor 
the  change  in  demurrage  charges  as  proposed  by  the  National  Indus- 
trial Traffic  League  was  recently  submitted  to  our  members  for  a 
iilum  vote. 

\\V  have  now  received  55  replies,  of  which  47  were  for  and  8 
against  the  proposed  change  whereby  the  present  demurrage  rates 
would  be  superseded  by  a  flat  charge  of  $3  per  day,  the  same  to 
pri'v.-iil  uniformly,  both  in  times  of  car  surplus  and  during  periods  of 
car  shortage. 

The  executive  secretary  of  the  League,  however,  has  just  informed 
us  that  its  members  have  voted  overwhelmingly  against  the  change, 
which  is  an  absolute  reversal  of  opinion  as  expressed  at  the  Cleveland 
convention  in  May. 

The  proposed  change,  therefore,  will  not  be  considered  further  by 
the  League's  committee  at  this  time.  The  committee  meets  in  New 
York  on  September  12,  13  and  14,  and  will  then  carefully  study  the 
various  views  expressed  by  the  League  members  and  thereby  de- 
termine what  further  action,  if  any,  should  be  taken  in  the  immediate 
future. 

TIME  FOR  FILING  EXPRESS  CLAIMS 

The  Traffic  World   Washington  Bureau 

The  American  Railway  Express  Company,  by  Supplement  5 
to  Official  Express  Classifiaction  No.  27,  effective  September  10, 
has  extended  the  period  for  filing  claims  for  loss,  damage,  or 
injury,  from  four  to  six  months  after  delivery  of  the  property, 
or,  in  case  of  failure  to  make  delivery,  from  four  months  and 
I  fifteen  days  to  six  months  and  fifteen  days  after  date  of  ship- 
ment The  company  announced  in  connection  with  the  filing 
of  the  supplement  with  the  Commission  that  the  action  was 
taken  to  meet  present  business  conditions,  particularly  as  re- 
gards credits.  It  expressed  the  hope  that  the  extension  of  time 
would  not  have  a  tendency  to  delay  presentation  of  claims,  and 
urged  that  claims  be  presented  promptly. 


COAL  CAR  SUPPLY  RULE 

The  coal  operators  in  Indiana  and  Illinois  seem  to  have  a 
little   "national   agreement"   of   their   own   with    the   railroads, 
,fcwhich  they  would  like  to  have  abrogated.     They  appeared   in 
S'great  numbers  before  Examiner  Bartell  in  Chicago,  Sept.  7,  at  the 
tfjjoint  hearings   on   No.   12362,   Bell   &   Zoller  Coal   Co.  vs.   B.   & 
().,  Southwestern,  et  al.,  and  No.  12399,  Vigo  Mining  Co.  et  al. 
,|'vs.  P.  C.  C.  &  St.  L.  et  al.,  to  protest  against  Rule  4,  of  Car 
Service   Circular    31,    which    forbids    mines    on    more    than    one 
I  line  of  railroad  ordering  a  total  number  of  cars  in  excess  of  the 
rating     The  rule,  which  was  promulgated  under  federal 
trol  and  continued  afterwards,  superseded  one  allowing  the 
so-called  joint  mines  to  order  a  total  of  150  per  cent  of  their 
ratings,  and  reads: 

s  of  orders  for  cars  for  a  mine  that  Is  Joint  with  other  car- 
ti-ani,  i  1,  <iri,    or  water)  shall  bo  riled  with  the  designated  rep- 


resentntlvi-   of  rn<  h   .-n.  i,   <  >m  l>  r.     Surh   .  oini.in,  il   order*   rnimt   not 
•  •M'ri-il   ihi'  Ki'Otf  tlnllj    ml  INK  <•(  Hi''  mini'. 

As  this  rule  works  out.  It  wan  pointed  out  by  J.  W.  Reed, 
vice-president  of  the  Peabody  Coal  Co.,  It  discriminates  against 
the  joint  mines  In  favor  of  the  local  mines  In  times  of  car 
shortage.  Taking  a  hypothetical  case,  he  pointed  out  that  a 
Joint  mine  with  a  normal  rating  of  20  cars  a  day  might  order 
50  per  cent  of  Its  supply  from  each  of  the  two  carriers  with 
which  It  was  served.  One  line  might  have  a  supply  of  80  per 
cent  on  that  particular  day,  and  would  therefore  furnish  8  cars. 
The  other  with,  possibly,  a  supply  of  60  per  cent  would  furnish 
6  cars,  or  a  total  of  14  cars  for  the  mine  on  that  day.  On  the 
same  day,  however,  a  local  mine  located  on  the  line  with  the 
80  per  cent  supply,  and  necessarily  having  to  order  Ita  total 
supply  from  that  line,  would  receive  14  cars. 

Figures  introduced  by  Mr.  Reed  showed  that  In  September, 
1919,  local  mines  In  Illinois  had  a  supply  of  62.3  per  cent  of 
their  rating  and  in  the  same  month  the  joint  mines  had  a  supply 
of  61.2  per  cent.  Using  his  own  company  as  a  specific  example, 
he  said  that  in  that  month  and  the  one  preceding,  a  supply 
of  53.1  per  cent  was  had  at  the  only  local  mine,  while  at  the 
four  joint  mines  the  supply  was  42.5,  54.5,  30.7  and  51  per  cent. 

"Coal  lands  located  on  two  or  more  lines  are  always  more  ex- 
pensive than  those  located  on  only  one  line,"  Mr.  Reed  said.  "Even 
in  those  instances  where  the  mine  is  located  on  one  line  and 
another  subsequently  arranges  to  furnish  service,  this  addi- 
tion is  paid  for  in  some  way.  The  operation  of  Rule  4,  however, 
actually  works  to  lower  the  value  of  these  properties  and  the 
coal  operators  in  Illinois  urgently  request  the  Commission  to 
revoke  it  in  favor  of  the  150  per  cent  rule  under  which  we 
operated  for  many  years  and  which  was  satisfactory." 

Opposing  counsel,  in  cross-examination,  raised  the  question 
as  to  how  discrimination  could  exist  when  the  choice  of  line 
from  which  the  joint  mine  operator  might  order  his  cars  was 
voluntary.  It  was  pointed  out  that  while  the  operators  and 
owners  complained  of  discrimination  as  between  the  joint  mine 
and  the  local  mine  located  on  the  line  with  the  best  car  supply, 
nothing  was  said  about  the  discrimination  against  the  local  mine 
on  the  line  with  the  lower  car  supply  as  compared  with  the  joint 
mine. 

Practically  the  only  voices  raised  in  defense  of  the  rule 
No.  4  of  C.  S.  31,  which  joint  mine  operators  are  seeking  to 
have  repealed  by  the  Commission,  were  those  of  local  mine  own- 
ers represented  by  Attorney  George  T.  Bell.  His  witnesses, 
testifying  on  the  second  day,  stated  that  the  joint  mines 
had  received  a  slightly  better  car  supply  than  the  local  mines 
under  the  present  rule  and  would,  if  the  150  per  cent  rule  were 
again  placed  in  effect,  receive  still  a  greater  percentage  of  sup- 
ply, thus  reducing  the  cars  available  for  local  mine  use. 

It  was  pointed  out  that  the  joint  mines  in  Illinois  averaged 
16  days  more  running  time  in  the  last  year  than  the  local  mines. 
Such  a  difference,  according  to  witnesses,  might  be  a  determin- 
ing factor  in  the  supply  of  labor  which  shifts  at  the  slightest 
indication  or  rumor  of  better  running  time  at  some  other  mine. 
While  admitting  that  the  joint  mines  frequently  went  to  con- 
siderable expense  in  order  to  get  two  or  more  lines  of  railroad 
to  serve  their  properties,  witnesses  for  the  Union  Collieries  said 
that  it  had  cost  that  company  $110,000  to  build  the  spur  which 
connects  one  of  their  local  mines  with  the  Illinois  Central  and 
that  two  locomotives  are  maintained  to  switch  cars  from  the 
mine  to  the  main  line,  no  portion  of  which  expense  is  absorbed 
by  the  railroad.  So  far  as  the  joint  mines  were  concerned,  one 
witness  said,  they  already  enjoyed  certain  advantages,  such  as 
the  ability  to  serve  a  wider  market,  the  choice  of  routes  to  large 
markets,  ability  to  evade  embargoes,  and  usually  a  more  favor- 
able rate  situation,  which  more  than  offset  any  additional  ex- 
penditure made  in  order  to  make  the  mine  joint. 

The  carriers  adopted  a  position  of  neutrality.  A  number  of 
witnesses  were  introduced  merely,  it  was  stated,  in  order  to 
give  the  Commission  the  benefit  of  their  experience.  R.  D.  Bad- 
die,  coal  traffic  manager  for  the  C.  B.  &  Q.,  explained  a  rule 
which  had  been  in  operation  on  that  line  previous  to  the  pro- 
mulgation of  C.  S.  31.  He  said  that  joint  mines  were  rated 
separately  for  each  of  the  lines  with  which  they  were  served, 
the  rating  being  based  on  the  tonnage  shipped  over  each  line 
during  a  normal  test  period  of  ten  days.  In  times  of  shortage 
the  mine  was  then  permitted  to  order  20  per  cent  in  excess 
of  this  rating  from  each  line.  This,  as  explained  by  the  witness, 
made  it  impossible  for  a  mine  to  draw  on  the  car  supply  of  one 
line  during  a  shortage,  simply  because  that  line  had  the  better 
car  supply,  and  then  when  normalcy  had  been  re-established 
give  the  bulk  of  its  business  to  some  other  line.  "So  far  as  the 
shipper  and  the  public  are  concerned,"  he  said,  "this  rule  is  no 
better  than  either  of  the  others,  but  it  certainly  is  more  fair  to 
the  carriers." 


MAINE  CENTRAL  CONTROL  OF  B.  &  M.  L. 
Acquisition  by  the  Maine  Central  of  control  of  the  Belfast 
&  Moosehead  Lake  Railroad  Co.  under  a  lease,  has  been  approved 
by  the  Commission.  The  railroad  of  the  Belfast  extends  from 
Belfast  to  a  point  near  Burnham  station  Maine,  a  distance  of 
about  33  miles.  A  lease  under  which  the  Maine  Central  oper- 
ated the  Belfast  since  1871  expired  May  10,  1921,  and  a  new 
lease  was  drawn  up. 
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APPLICATION   OF  GUARANTY   SECTION 

The   Traffic   World    Washington  Bureau 

Director  Colston,  of  the  Commission's  bureau  Of  finance, 
heard  testimony  September  1  in  Finance  Docket  No.  1535  in  the 
matter  of  the  application  of  the  provisions  of  section  2 
anty  section)  of  the  transportation  act,  1920,  to  carriers  by  rail- 
road under  common  ownership  or  control.  The  investigation 
was  ordered  by  the  Commission  primarily  to  determine  whether 
the  subsidiaries  of  the  Southern  Railway  System  are  entitled  to 
enjoy  the  benefits  of  the  guaranty  under  section  209. 

The  case  arose  because  the  Southern  Railway  declined  to 
accept  the  provisions  of  section  209,  while  at  the  same  time  its 
subsidiaries  did  file  acceptance  as  provided  by  the  law  and  are 
seeking  payments  on  the  guaranty  for  the  six  months  following 
federal  control  The  question  the  Commission'  will  have  to  decide 
is  whether  the  refusal  of  the  Southern  to  accept  the  guaranty 
bars  its  subsidiaries,  which  filed  acceptance,  from  receiving  pay- 
ments under  the  guaranty. 

H  W  Miller,  vice-president  of  the  Southern  Railway  System, 
in  charge  of  operations,  gave  testimony  to  show  that  the  sub- 
sidiaries were  operated  as  separate  properties  and  under  sepa- 


eque  whether  the  Chicago,  New  York  &  Boston 

Refrigerator  Company  is  entitled  to  the  benefits  of  section  2 
will  be  argued  before  the  Commission  September  26 

The  company,  on  May  9,  1921,  made  application  to  the  Com- 
mission for  a  partial  payment  under  the  guaranty,  according  ti 
the  records  of  the  Commission,  and  it  had  previously  taken 
with  the  Commission  the  question  of  payments  being  madi 
it  under  the  guaranty. 

In  correspondence  with  the  company,  the  Commission  said 
it  was  not  clear  that  the  company  was  entitled  to  the  benefi 
of  the  guaranty  as  in  a  case  somewhat  similar  the  Commission 
had  ruled  that  a  private  car  line  was  not  a  carrier  within  i 
meaning  of  section  209,  and  therefore  not  entitled  to  any  of  the 
benefits  under  section  209.  Officials  of  the  company  pointed  out 
that  it  had  a  contract  with  the  Director-General  but  the  Com- 
mission replied  that  federal  operation  of  the  cars  of  private  car 
companies  had  been  fully  considered  and  that  it  was  the  view 
of  the  Commission  that  federal  operation  of  private  cars  could 
not  affect  the  status  of  such  companies  under  the  transportation 
act.  It  was  pointed  out  by  the  Commission  that  section  2<  19  made 
a  specific  exception  in  the  case  of  a  sleeping  car  company  but 
that  there  was  no  similar  provision  for  private  lines  in  general. 
The  Commission  invited  the  views  of  the  company  in  the  matter, 
however,  and  set  the  case  for  argument. 

In  a  brief  filed  with  the  Commission,  William  G.  Wheeler, 
of  Carmalt,  Hagerty  &  Wheeler,  counsel  for  the  company,  says 
the  company  bases  its  claim  to  the  guaranty  section  on  the 
following:  1.  It  is  a  "carrier  by  railroad"  within  the  meaning 
of  that  section.  2.  Its  system  of  transportation  was  under 
federal  control  at  the  time  federal  control  terminated.  3.  It  ac- 
cepted the  provisions  of  section  209  and  on  March  15,  1920,  filed 
with  the  Commission  a  written  statement  thereof. 

The  company  prior  to  federal  control,  according  to  Mr. 
Wheeler,  owned  and  operated  a  line  of  refrigerator  cars  which 
moved  over  lines  of  various  railroad  companies  in  connection 
with  and  as  a  part  of  the  trains  of  such  other  companies. 

The  company  operates  under  the  trade  names  of  the  New 
York  Despatch  Refrigerator  Line  and  National  Despatch  Re- 
frigerator Line.  All  of  the  capital  stock,  according  to  Mr. 
Wheeler,  is  owned  by  the  Grand  Trunk  Railway  Company.  Its 
property  consists  of  refrigerator  cars,  ice  plants,  repair  shops, 
icing  platforms  and  stations  and  other  property  which  forms 
a  part  of  a  refrigerator  car  line  system. 

It  is  contended  by  Mr.  Wheeler  that  the  company  is  a  car- 
rier and  also  a  common  carrier.  So  far  as  the  actual  trans- 
portation of  freight  is  concerned,  he  says,  it  performs  practically 
every  service  and  furnishes  every  facility  except  those  necessary 
for  line  haul  which  are  furnished  by  the  railroad  company.  He 
also  urges  that  the  company  issues  its  own  bill  of  lading  signed 
by  its  own  agent  and  by  the  shipper,  and  that  freight  moves 
from  point  of  origin  to  destination  under  the  bill  of  lading  thus 
issued. 


TELEPHONE  CONSOLIDATION 


The    Traffic   World    Washington   Bureau 

The  Ohio  Bell  Telephone  Company  and  the  Ohio  State  Tele- 
phone Company  have  filed  a  joint  petition  with  the  Commission 
asking  that  a  certificate  be  issued  approving  consolidation  of  the 
companies.  This  is  the  first  application  filed  with  the  Commis- 
sion under  the  transportation  act  as  amended  by  Congress  at 
the  last  session,  the  amendment  having  conferred  on  the  Com- 
mission authority  to  approve  such  consolidations.  Application  to 
consolidate  the  companies  and  the  finding  of  the  state  commis- 
sion will  be  submitted  to  the  federal  Commission.  The  object  of 
the  amendment  was  to  relieve  telephone  companies  that  desire 
to  consolidate  from  operation  of  the  anti-trust  laws.  The  amend- 
ment simply  authorizes  the  Commission  to  hold  a  public  hearing 
on  applications  of  telephone  companies  proposing  to  consolidate, 


and,  if  it  so  finds,  to  certify  that  such  consolidation,  acquisition 
or  control  will  be  of  advantage  to  the  persons  to  whom  service 
is  to  be  rendered  and  in  the  public  interest.  After  such  a  certifi- 
cate has  been  issued  provision  is  made  that  "thereupon  any  act 
or  acts  of  Congress  making  the  proposed  transaction  unlawful 
shall  not  apply."  Specific  provision  is  made  that  the  powers  of 
state  regulatory  bodies  over  telephone  companies  are  in  no  wise 
limited  or  restricted  by  the  amendment. 

CARLOAD  MINIMA  ON  SUGAR 

Another  plea  for  the  adjustment  of  minimum  weights  on 
sugar  on  an  equal  basis  throughout  the  United  States  was  made 
by  California  sugar  interests  at  the  hearing  on  No.  12807,  Cali- 
fornia &  Hawaiian  Sugar  Refining  Corp.  et  al.  vs.  A.  T.  &  S.  E 
te  al.,  before  Examiner  H.  C.  Wilson  in  Chicago,  September  7. 
In  I.  and  S.  1316,  these  interests  opposed  the  reduction  of  the 
minimum  from  originating  points  in  Colorado,  Idaho,  Kansas, 
Nebraska  and  Utah,  from  60,000  to  33,000  pounds,  while  retain- 
ing the  California  minimum  at  the  higher  figure.  Commissioner 
Campbell,  in  a  report  on  that  case  (62  I.  C.  C.,  510)  refused  to 
allow  the  reduced  minimum  to  go  into  effect  and  suggested  in- 
stead that  the  carriers  make  an  effort  to  raise  the  minimum 
from  Texas  and  Louisiana,  which  was  33,000  pounds,  to  the 
60,000  pound  figure,  in  order  to  remove  the  discrimination  which 
they  insisted  existed. 

With  these  facts  in  view  the  California  Sugar  interests  mad< 
no  effort  to  have  their  60,000  pound  minimum  reduced,  it  being 
their  position  that  the  placing  of  all  points  on  a  parity  at  that 
figure  would  do  much  to  cure  the  situation.  Horace  Howard, 
sales  manager  for  the  complaining  companies,  said  that  there 
were  very  few  jobbers  who  could  not  handle  a  60,000  pound  car. 
His  views  did  not,  however,  meet  with  agreement  from  the 
Louisiana  and  Texas  producers,  who  pointed  out  that  while  the 
60,000  pound  minimum  was  in  effect  during  federal  control,  the 
practice  of  consigning  a  car  to  one  point  and  trucking  the  sugar 
in  less  carload  lots  to  distributors  had  arisen  and  had  resulted 
in  increased  prices  to  consumers. 

J.  F.  Abbott,  one  of  the  opposing  attorneys,  saw  inconsis 
tencies  in  the  position  of  the  California  sugar  men.  "They  say 
repeatedly  that  they  merely  desire  a  uniform  minimum,"  he 
said.  "But  they  overlook  the  fact  that  from  California  to  Chi- 
cago, two  minima  are  at  present  in  force;  one  of  60,000 
pounds  with  a  rate  of  97  cents  and  one  of  80,000  pounds  with  a 
rate  of  85  cents.  If  they  were  willing  to  forego  the  advantage 
of  the  lower  rate  for  the  higher  minimum  and  ship  all  their 
sugar  under  the  lower  minimum,  we  might  be  able  to  reach 
an  agreement." 

This  proposal  was  rejected  by  Luther  M.  Walter,  attorney 
for  the  California  interests,  who  took  the  position  that  there 
could  be  but  one  minimum  from  any  one  point.  "Minimum," 
he  said,  "means  the  lowest  possible  weight.  The  lower  rate  we 
are  allowed  to  Chicago  is  merely  a  bonus  for  heavier  loading." 
Louisiana  refiners  who  ship  "yellow  clarified,  seconds,  thirds" 
and  other  low  grades  of  sugar,  said  that  these  commodities  had 
to  be  shipped  in  barrels  on  account  of  their  moisture  content, 
and  that  it  was  impossible  to  load  these  packages  in  36-foot  cars 
to  the  60,000  minimum.  It  was  also  said  that  attempts  to  ap- 
proach that  figure  frequently  resulted  in  loss  and  damage  claims. 
The  question  of  financing  the  larger  carload  was  also  brought 
up,  it  being  said  by  sugar  brokers  that  with  a  60,000  pound  lot 
it  was  often  necessary  to  issue  "split  billing,"  allowing  the  pur- 
chaser to  pay  in  two  or  more  installments. 

Exhibits  were  introduced,  both  by  the  complainants  and 
opposing  interveners,  to  show  the  minima  at  present  in  effect 
in  the  West  and  Southwest.  These  showed  every  variety  of 
figure,  ranging  from  30,000  to  80,000  pounds. 

The  carriers  announced  that  it  was  not  their  intention  to 
put  in  any  direct  testimony. 

PERE    MARQUETTE  TO   ACQUIRE    FLINT   BELT 

The  Commission  has  authorized  the  Pere  Marquette  Railway 
Company  to  acquire  control  of  the  Flint  Belt  Railroad  Company 
of  Flint,  Mich.,  by  purchase  of  10,000  shares  of  capital  stock  of 
par  value  of  $100  a  share.  The  Flint  company  was  organized 
by  officials  and  employes  of  the  Pere  Marquette  to  construct 
a  belt  line  8%  miles  long  in  Genesee  County,  Michigan.  Opera- 
tion of  the  line  will  furnish  a  cut-off  to  the  Pere  Marquett< 
whereby  certain  of  its  trains  may  be  operated  around  the  con- 
gested areas  of  Flint.  The  stock  will  be  sold  to  the  Pere  Mar- 
quette at  approximately  $1,000,000  and  the  money  used  in  build- 
ing and  operating  the  line. 

C.  C.  C.  &  ST.  L.  BONDS 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  has  applied 
to  the  Commission  for  authority  to  irsue  $3,500,000  of  refundM 
and  improvement  mortgage  bonds  to  be  deposited  with  the  I 
rector-General  .of  Railroads  as  security  for  a  note  of  like  a 
to  be  given  the  Director-General  in  payment  of  the  compan 
indebtedness  to  him  for  additions  and  betterments  made  durm 
the  period  of  federal  control.     According  to  the  application,  tl 
Director-General  will  fund  the  carrier's  indebtedness  to  the 
eminent. 


in.  lie: i 
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HENRY  FORD,  MIRACLE  MAN 

KcliH.r   The   Tiallir    World: 

\\'h\   iioi    ii'ii   UK-  truili   ithout  Henry  Ford  nnd  his  claim  of 

Imvini;   "worKdl   a    miracle"  In  his  six    nlhs'  npcniiion  of  the 

inn  mile    lii'iroii,   Tdli'ilo   \-    ironion    liuilroad?     Which   truth   la: 

Mr.  Ford   has   p.T|,rt  mini   a   nii'.anlic   hoax   upon  the   Ameri- 
can public;   ln>  has  simply  executed  a  very  shrewd  piece  of  lm 
ness  buccaiu'criin;  at   great  profit  to  himself  of  money  and  sclf- 
adviriisiim.  Inn  a  <  ciiitidcnce  game  that  is  dangerous  to  general 

nci  ii\  and  exceedingly  costly  to  other  railroads  and  damaging 
in  i In'  prospect  of  early  rehabilitation  of  the  country's  great 
transportation  machine  and  restoration  of  the  prewar  railroad 
situation,  i.  e..  lor  the  public  the  greatest  quantity  and  the  best 
quality  of  railroad  service  at  the  lowest  cost  ever  known  any- 

\\  llerr. 

lii  oilier  words,  Mr.  Ford,  by  using  a  colossal  international 
inaiiiil'ai-iurlng  concern  as  a  feeder  and  a  club  to  fatten  a  tiny 
inn  mile  railroad,  llireaiens  serious  damage  to  250,000  miles  of 
railroad  serving  the  whole  country  because  of  the  spectacular 
misrepresentation  that,  by  reducing  freight  rates,  raising  wages 
and  shortening  hours,  together  with  a  few  more  grandstand 
plays,  he  has  produced  such  "efficiency"  as  to  turn  a  decrepit 
and  losing  railroad  into  a  prosperous  and  popular  one  within 
six  months.  The  danger  lies  in  the  fact  that  he  is  "getting 
away  with  it." 

The  general  public  today  actually  believes  that  Ford  has 
prrtormed  a  "miracle"  (how  we  love  our  illusions!),  despite  the 
explanations  of  the  simple  facts.  This,  because  Ford's  spectac- 
ular altirmativp  claims  "out-punch"  the  negative  explanations, 
which  latter  merely  prove  that  there  is  nothing  at  all  to  the 
itory. 

Mr.  Ford's  action  in  pouring  his  vast  tonnage  into  his  own 
little  line,  and  then  extorting  equal  or  greater  tonnage  on  return 
trips,  irom  connections  which  are  in  competition  for  this  busi- 
iiess,  is  not  even  new.  Andrew  Carnegie,  a  greater  business 

us.  did  exactly  the  same  thing  forty  years  ago,  when  he 
bought  a  small  railroad  which  crossed  trunk  lines,  and  used  it 
as  a  club  to  extort  differentials  from  other  lines. 

If  Mr.  Ford  reduces  freight  rates  20  per  cent  on  his  jerk 
line,  the  reduction  simply  would  be  turned  into  the  coffers  of 
his  own  Ford  Motor  Company  and  his  son's  Fordson  Tractor 
Company,  and  if  such  a  reduction  by  his  little  line  were  to  pre- 
cipitate a  reduction  of  even  1  per  cent  on  all  the  railroads  of 
the  nation,  he  would  profit  personally  through  reduced  payments 
to  other  lines  on  his  own  business. 

Approximate  figures  show  that  Mr.  Ford  pays  something  like 
$20,000,000  annually  for  transportation.  About  $5,000,000  of  this 
amount  goes  to  the  Detroit,  Toledo  &  Ironton  and  $15,000,000  goes 
to  other  carriers.  A  20  per  cent  reduction  in  freight  rates  would 
mean  a  decrease  of  $1,000,000  in  the  earnings  of  the  Detroit, 
Toledo  &  Ironton  road,  but  this  would  not  be  a  loss  to  Mr.  Ford, 
as  the  amount  would  remain  in  his  manufacturing  business.  On 
the  other  hand,  a  20  per  cent  reduction  on  the  $15,000,000  which 
hi  pays  annually  to  other  carriers  would  mean  a  gain  of  $3,000,- 
000  to  Mr.  Ford,  as  this  amount  would  remain  in  his  industrial 
enterprises  instead  of  going  to  the  carrier  companies  which  now 
receive  it. 

Thus,  Henry  stands  serenely  at  the  receiver's  end  and  gets 
the  money  both  coming  and  going,  while  his  publicity  propa- 
ganda works  night  and  day  and  the  people  throw  up  their  hats 
and  marvel  at  the  philanthropic  "miracle  man." 

Radical  disturbance  of  the  railroad  situation  at  this  critical 
period  of  its  early  convalescence  would  be  a  capital  crime  against 
American  prosperity.  Still,  Ford,  in  his  passion  for  notoriety,  is 
making  just  these  moves  calculated  to  disrupt  and  retard  re- 
covery, confusing  the  situation  and  misleading  the  public. 

II  a  daring  criminal  or  misguided  lunatic  were  to  attempt  to 
wreck  a  single  freight  train,  he  would  be  clapped  into  a  prison 
or  asylum  for  a  period  of  years. 

What  Ford's  propaganda  is  calculated  to  do — if  successful 
in  deceiving  the  public  to  the  fullest  extent — is  to  wreck  our 
entire  transportation  system,  which  would  precipitate  a  business 
calamity. 

For  this  Ford  is  given  a  few  slaps  on  the  wrist  in  the  form 
of  disputations  and  explanatory  editorials,  while  the  news  head- 
lines of  our  press  carry  proclamations  of  his  successive  new 
claims. 

Ford  once  had  the  militant  American  public  all  excited  about 
his  "one-man  submarine"  or  "undersea  flivver"  by  which  he 
claimed  he  would  make  impotent  and  worthless  the  millions 
of  dollars  put  into  armor  plate  and  the  great  guns  of  the  super- 
dreadnaughts.  This  vehicle  of  publicity  he  soon  discarded  in 
exchange  for  the  more  tangible  "Peace  Ship,"  Oscar  II,  with 
which  he  transported  a  cargo  of  "nuts"  to  "get  the  boys  out  of 
the  trenches  by  Christmas."  The  super-dreadnaughts  are  still 
being  built  and  larger  than  ever  before,  while  the  boys  stayed 
in  the  trenches,  and  would  have  been  still  longer  in  them,  and 
perhaps  even  brave  losers  to  the  Central  Powers'  military  ma- 
chine, had  ii  not  been  for  the  food  and  munitions  which  they 
never  could  have  gotten  without  the  ready  war  service  of  the 


American    railroads.    Iiuili    up    by    the    Ami-i  iciin     lirains.    energy 
and  character  which  Mr.  lleniy  Kind  now  challenged  and  inHiiltH. 
New  York,  N.  Y.,  Aug.  26,  1921.  Francis  J.  Tletsort. 


McCHORD   ACTING  CHAIRMAN 

The  Commission  met  in  conference  September  6,  but  no 
action  was  taken  with  respect  to  the  election  of  a  chairman  be- 
cause of  the  absence  of  Hall,  Meyer  and  Eastman,  who  are  out 
of  city.  McChord  will  act  as  chairman  for  the  rest  of  Scp 
(ember,  us  it  is  not  believed  that  the  election  of  a  chairman 
will  be  taken  up  before  October. 


CLEVELAND  CASE  REOPENED 

The  Cleveland  passenger  terminal  case,  in  which  the  Com 
mission  dismissed  the  application  of  the  New  York  Central  and 
other  carriers  for  authority  to  construct  a  passenger  terminal 
in  Cleveland,  was  reopened  September  6,  on  petition  of  tin- 
carriers  and  the  mayor  of  Cleveland.  Commissioner  Campbell 
and  Attorney-Examiner  R.  W.  Clarke  will  hear  testimony  at 
Cleveland  September  20. 


TO  CANCEL  COMBINATION  COMMODITY  RULE 
The  Central  Freight  Association  announces  that  the  inten- 
tion of  the  carriers  now  is  to  cancel  C.  F.  A.  Tariff  No.  228, 
Combination  Commodity  Rule,  to  take  effect  January  1,  1922, 
as  to  all  commodities  covered  thereby  except  lumber  and  arti- 
cles taking  lumber  rates,  or  arbitraries  in  excess  of  lumber  rales; 
also  other  forest  products,  on  which  rates  are  not  higher  than 
on  lumber. 


ABANDONMENT    AUTHORIZED 

The  Bennettsville  &  Cheraw  Railroad  Co.  has  been  au- 
thorized by  the  Commission  to  abandon  10.44  miles  of  railroad 
between  Brownsville  and  Sellers,  S.  C.  The  road  serves  a 
sparsely  settled  territory,  the  Commission  said,  and  has  been 
operated  at  a  loss.  The  Tighlman  Lumber  Company  has  leased 
the  property  and  will  operate  it  as  a  plant  facility.  At  the 
termination  of  the  lease,  which  will  run  for  ten  years,  the  rail- 
road company  will  dismantle  the  branch  if  conditions  do  not 
justify  resumption. 


ARANSAS  HARBOR  TERMINAL  LOAN 
The  Aransas  Harbor  Terminal  Railway  has  been  authorized 
by  the  Commission  to  issue  $50,000  of  prior  lien  5-year,  6  per 
cent  gold  notes,  and  pledge  them  with  the  Secretary  of  the 
Treasury  as  security  for  a  loan  of  like  amount  to  aid  the  com- 
pany in  making  repairs  to  its  property  necessitated  by  damage 
caused  by  hurricane  in  1919.  The  Commission  has  authorized 
the  loan  of  $50,000. 

POSITIONS  WANTED  OR  OPEN~ 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•nd  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  th* 
men  and  the  positions  in  touch  with  each  other.  The  rates  foi 
classified  advertisements  ars  as  follows:  First  insertion,  |1.00  pei 
line:  minimum  charge.  J3.00;  succeeding  insertions,  per  line,  BOc;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
5  point  type;  payable  in  advance.  Answers  to  keyed  advertisement* 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Tb« 
TRAFFIC  WORLD,  418  South  Market  Street,  Chicago.  111. 

WANTED — Auditor  for  small  short  line  railroad  in  South,  who  is 
also  familiar  with  traffic  matters  and  able  to  superintend  operation — 
a  man  experienced  in  all  branches  of  railroad  work,  who  is  of  convrt 
hahits  and  with  clear  record  will  find  pleasant  working  conditions  anil 
a  permanent  position.  Address  E.  E.  K.  383.  Traffic  World.  Chicago. 

Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  up  in 
domestic  and  foreign  traffic?     Then  investigate  the  LaSalle  Problem 
Vethod  of  home-study  in  Interstate  Commerce  and  Industrial  and 
'iailway  Traffic  Management.    Find  out  how  thi«  course  can  assist 
you  to  better   knowledge  of  traffic  management   by  giving  you 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic   executives.     Write   for  catalog   and 
low  cost  monthly  payment  plan 

sUSALLE  EXTENSION  UNIVERSITY 

Department  995-TA      CHICAGO,  ILLINOIS 

The  Largett  Hiitintss  Training  Institution  in  the  \YorLl 


FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT? 


If  so,  let  us  figure  yourl  aid-down  cost.     If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  let  into  foreign  markets 

crvirp  fnmnanv    A-  c-  SHERRARD,  Manager 

emCe   Company,    steamship  A|«m..  Customs  Broken,  Forwarding  Af.nl, 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boston       Philadelphia       Baltimore       New  Orleans       Seattle       San  Francisco 
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COAL  PRODUCTION  REPORT 

The   Traffic    World    Washington   Bureau 

The  total  output  of  soft  coal  the  week  ended  August  27 
is  estimated  at  7,755,000  net  tons  as  against  7,771,000  and  7,- 
713,000  tons  in  the  weeks  of  August  13  and  20,  respectively,  the 
Geological  Survey,  Department  of  the  Interior,  said  in  its  weekly 
coal  report  under  date  of  September  3.  Current  production  is 
13  per  cent  below  the  1914  rate,  when  there  was  a  period  of 
industrial  depression,  and  31  per  cent  below  the  1920  rate. 

"The  all-rail  movement  of  soft  coal  to  New  England  de- 
clined during  the  week  ended  August  27,"  the  Survey  said, 
"when.according  to  American  Railway  Association  reports,  2,670 
cars  were  forwarded  over  the  Hudson.  Compared  with  the  week 
before,  this  was  a  decrease  of  312  cars.  Anthracite  shipments 
totaled  2,475  cars  against  2,460  cars  in  the  preceding  week. 

"Shipments  of  soft  coal  from  the  lower  lake  ports  increased 
somewhat  during  the  week  ended  August  28.  Total  dumpings — 
712,064  net  tons — exceeded  those  in  any  week  since  the  last 
week  in  July.  Of  the  total  dumped,  686,620  tons  were  cargo 
coal  and  25,444  tons  vessel  fuel. 

"Cumulative  movement  for  the  season  to  date  stands  at  16,- 
150,110  net  tons.  Thus,  because  of  the  heavy  movement  early 
in  the  season,  the  present  year  remains  ahead  of  1919  and  1920, 
but  owing  to  the  slump  during  August,  1921,  is  now  nearly  three 
quarters  of  a  million  tons  behind  1918. 

"The  extent  of  the  depression  in  export  business  which 
began  with  the  settlement  of  the  British  Miners'  Strike  may  be 
measured  by  reports  from  the  three  coal  exchanges  at  Hamp- 
ton Roads  which  handle  by  far  the  greater  part  of  the  overseas 
exports  of  bituminous  coal.  The  total  dumped  during  the  week 
ended  August  27  was  83,628  net  tons  and  was  but  18.5  per  cent 
of  the  average  weekly  rate  attained  in  June  when  foreign  de- 
mand was  at  its  height.  Of  the  total  dumpings,  42,748  tons 
were  for  exports  and  40,880  for  foreign  bunkers." 


DUTY  ON  RAILROAD  TIES 

"Notwithstanding  the  continued  depletion  of  wood  products 
.  in  the  United  States  and  the  extreme  shortage  of  railroad  ties, 
telephone  poles,  and  posts,  it  is  proposed  to  place  the  same 
restrictions  on  these  commodities  entering  the  country  as  were 
applied  in  the  days  of  the  Payne-Aldrich  tariff  when  our  timber 
supply  was  in  many  cases  in  excess  of  the  demand,"  says  a 
bulletin  of  the  Western  Pine  Manufacturers  Association. 

"Assuming  that  the  10  per  cent  ad  valorem  duty  proposed 
on  railroad  ties  is  not  affected  by  the  American  valuation  plan, 
the  increase  in  the  cost  of  operations  to  the  railroads  will  ap- 
proach $15,000,000  a  year  if  the  Fordney  duty  is  passed.  Rail- 
road companies  are  now  importing  the  greater  number  of  their 
ties  from  foreign  countries.  In  1900  the  Minneapolis,  St.  Paul 
and  Soo  St.  Marie  Railroad  was  shipping  approximately  30,000 
ties  monthly  off  of  its  railroad,  whereas  in  1920  this  carrier 
was  importing  on  to  its  railroad  about  30,000  ties  a  month. 
The  Pennsylvania  Railroad  is  forced  to  go  to  South  America 
and  other  countries  for  its  ties. 

"The  exploitation  of  foreign  fields  is  being  practiced  by 
all  of  the  large  American  railroads,  due  to  the  depletion  of 
timber  in  this  country.  The  Summary  of  Tariff  Information 
for  1920  states  railroad  ties  are  the  only  wood  product  of  first- 
class  commercial  importance  for  which  there  are  no  substi- 
tutes. Concrete,  steel  and  leather  waste  have  been  tried  by  the 
American  railroads  and  have  been  abandoned.  Approximately 
125,000,000  ties  are  used  annually  on  the  American  railroads  and 
at  the  present  readjusted  cost  of  ties  the  railroads  are  paying 
$150,000,000  annually  for  these  purchases.  Every  decision,  such 
as  this  proposed  tariff  upon  wood  product,  which  tends  to  increase 
the  cost  of  operation  of  the  railroads,  only  serves  to  obstruct 
the  efforts  now  being  made  to  readjust  operating  costs  and 
freight  charges  to  a  normal  basis." 


TERMINAL  CHARGES  AT  CHICAGO  U.  S.  Y. 

On  the  determination  of  whether  or  not  the  $2  per  car 
added  to  the  through  rate  on  live  stock  destined  to  the  Union 
Stock  Yards  at  Chicago  was  a  switching  charge  or  an  arbitrary 
depends  the  question  of  whether  the  shippers  are  to  receive 
reparation  of  50  cents  a  car  on  many  thousands  of  carloads 
shipped  to  that  destination  subsequent  to  the  percentage  ad- 
vances allowed  in  Ex  Parte  74. 

C.  B.  Hutchins,  traffic  manager  for  the  American  Farm 
Bureau  Federation,  testifying  at  the  hearing  on  No.  12699,  Ameri- 
can Farm  Bureau  Federation  vs.  Aberdeen  &  Rockfish  et  al., 
before  Examiner  Wilson  in  Chicago,  September  8,  pointed  out 
that  the  carriers  had  advanced  the  |2  by  40  per  cent,  which 
made  it,  owing  to  the  disposition  of  fractions,  $3.  This  would 
have  been  proper,  he  said,  if  the  charge  were  a  switching  charge. 
It  was  his  position,  however,  that  it  was  an  arbitrary  added  to 
the  Chicago  rate  to  produce  the  through  rate  to  the  stock  yards. 
As  such,  it  should  have  been  increased  35  per  cent  on  shipments 
from  Western  and  33V3  per  cent  from  Mountain-Pacific  territory, 


which  under  the  rule  for  the  disposition  of  fractions  would  have 
made  the  charge  $2.50. 

In  support  of  the  contention  that  the  charge  under  discus- 
sion was  in  reality  an  arbitrary,  live  stock  shippers  and  packers' 
representatives  testified  that  the  haul  into  the  yards  was  made 
.over  the  rails  of  the  Chicago  Junction  by  engines  and  crews  of 
the  line-haul  carriers,  sometimes  even  by  the  same  crew  which 
brought  the  shipment  from  the  point  of  origin. 

D.  L.  Meyers,  assistant  traffic  manager  for  the  Santa  Fe, 
introduced  correspondence  between  Chairman  Boyd,  of  the 
Western  Trunk  Line  Committee,  and  Director  of  Traffic  Hardie, 
of  the  Commission,  in  which  the  subject  had  been  discussed  and 
in  which  the  director  and  Chairman  Clark  had  expressed  the 
opinion  that  the  increase  made  by  the  carriers  was  proper. 
Clifford  Thorne  objected  strenuously  against  the  introduction 
of  this  evidence,  saying  that  its  acceptance  would  mean  that  the 
carriers  could  decide  issues  before  trial  without  giving  the  ship- 
pers a  chance  to  be  heard.  Mr.  Meyers  said  that  the  Santa  Fe 
originally  paid  the  Chicago  Junction  40  cents  for  each  car 
hauled  into  and  out  of  the  yards,  but  that  that  charge  had  been 
increased  to  $1. 


STONE,  VALMEYER  TO  E.  ST.  LOUIS,  ILL. 

Four  months  was  too  long  for  the  Director-General  to  take 
in  reducing  the  rate  on  stone  from  the  quarry  of  the  complain- 
ant at  Valmeyer,  Illinois,  to  points  within  the  East  St.  Louis 
switching  district,  from  70  cents  to  30  cents  per  ton.  That  is 
the  burden  of  the  complaint  in  No.  128810,  Columbia  Quarry 
Co.  vs.  Director-General,  hearing  on  which  was  held  before 
Examiner  H.  C.  Wilson  in  Chicago,  September  6.  E.  G.  Minor, 
traffic  manager  for  the  stone  producing  company,  said  a  rate 
of  15  cents  was  asked  at  the  time  the  quarry  was  reopened,  after 
twelve  years  of  idleness,  in  July,  1918.  It  was  October  25,  how- 
ever, he  said,  before  the  Director-General  made  a  rate  of  30  cents 
effective;  therefore,  in  his  opinion,  the  Railroad  Administration 
should  be  required  to  refund  an  amount  equal  to  the  difference 
between  the  two  rates  on  shipments  moving  between  those  two 
dates,  which  amount  equalled  $667. 

The  witness  pointed  out  that  the  contemporary  rate  from 
Columbia  and  Krause,  111.,  to  the  same  destinations  was  30  cents, 
for  a  distance  of  9  miles.  The  Valmeyer  distance,  he  said,  was 
17  miles  and  that  station,  with  a  rate  of  70  cents,  was  directly 
intermediate  to  the  state  penitentiary  quarries  at  Chester,  111., 
from  which  the  rate  to  the  destinations  involved  was  only  50 
cents  and  the  distance  55  miles.  He  also  pointed  out  that  the 
rate  from  Alton  and  Grafton,  111.,  to  East  St.  Louis  was  40  cents, 
for  distances  of  31  and  38  miles  respectively;  and  that  to  desti- 
nations in  the  Chicago  Switching  district,  varying  in  distance 
from  22  to  37  miles  from  the  producing  points,  the  rates  were 
also  blanketed  at  40  cents. 

Witnesses  for  the  Director-General  asserted  that  the  quar- 
ries at  Columbia  and  Krause,  with  which  the  complainants 
claimed  they  were  in  competition,  were  in  fact  owned  and  con- 
trolled by  the  complaining  company.  From  Chester,  it  was 
maintained,  most  of  the  stone  was  shipped  to  farmers  for  road- 
building  and  agricultural  purposes.  F.  B.  Clark,  chief  clerk  in 
the  traffic  department  of  the  Missouri  Pacific,  on  the  lines  of 
which  the  Valmeyer  quarry  is  located,  said  that  at  the  time  the 
lower  rate  was  requested,  the  Columbia  Company  said  that  its 
output  would  total  1000  tons  a  day,  whereas  it  has  never  ex- 
ceeded half  that  figure.  He  pointed  to  the  greater  tonnage  from 
the  other  originating  points  as  ample  reason  for  lower  rates, 
and  also  called  attention  to  the  half-mile  switching  haul  made 
necessary  by  the  location  of  the  Valmeyer  quarry  at  that  dis- 
tance from  the  Missouri  Pacific  main  line. 


LAKES-ST.  LAWRENCE  CANAL 

The  Wisconsin  Traffic  League  has  adopted  the  following 
resolutions: 

Whereas,  The  Canada-U.  S.  International  Joint  Waterways  Coin- 
mission  in  its  recent  report  indicated  conclusively  that  the  Great 
Lakes-St.  Lawrence  tidewater  project  was  feasible,  practical  and 
•necessary  to  our  best  welfare,  and  that  its  electrical  power  possibili- 
ties alone  are  sufficient  to  pay  the  entire  cost  of  the  project  within 
comparatively  few  years;  and 

Whereas,  Wisconsin,  due  to  its  favorable  location,  and  its  '-x- 
cellent  and  extensive  coast  line  and  harbors,  would  be  immeasurably 
benefited  through  the  completion  of  this  project,  which  would  make 
every  Wisconsin  port  a  seaport;  and 

Whereas,  The  successful  completion  of  this  "greatest  projerl  <if 
the  20th  century"  is  dependent  upon  the  financial  and  moral  support 
of  the  public;  and 

Whereas.  The  Wisconsin  Traffic  League  believing  heartily  as  it 
does  in  the  paramount  importance  of  this  project  and  the  imperative 
need  of  the  shipping  public  for  the  facilities  it  will  offer  for  additional 
and  cheaper  transportation  services;  therefore,  be  it 

Resolved,  That  the  Wisconsin  Traffic  League,  through  its  Kxrru- 
tive  Committee,  hereby  records  its  disapproval  and  objections  to  any 
and  all  statements  that  have  been  or  may  be  made  in  disparagement 
of  the  Great  Lakes-St.  Lawrence  tidewater  project,  and  reaffirms 
its  endorsement  and  whole-hearted  belief  and  support  of  this  project. 
as  a  vital  economic  and  transportation  necessity,  and  i/ledges  itself 
to  continue  to  the  utmost  its  influence  and  support  in  behalf  of 
this  project. 


S«-|)|i  •iiibcr  10,  1921 
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WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic    and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out   of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whltefield  SammU 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


Pacific — Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
*GALVESTON 

and 

Los  Angeles  Harbor,  San  Francisco, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.   IRIS  Sailing  from  New  Orleans  about  September  14th 

S.S.  ELDORADO,  Sailing  from  New  Orleans  about  September  28th 

S.S.  LAKE  HECTOR,  Sailing  from  New  Orleans  late  October 

*  When  inducements  offer. 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application. 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Sansome  Street 

GaU-eston,  Tens      Texas  City        New  York  City        San  Francisco,  Calif. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariff* 


"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,   412  Standard   Tru.t  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bld(. 


WASHINGTON,  D.  C.,  433  Muniey  Bid*. 
SAN  FRANCISCO,  CAL.,  461  M.rk.t  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 
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FRUIT  AND  VEGETABLE  MOVEMENT 

The  carlot  movement  of  apples,  cabbage,  cantaloupes, 
onions,  peaches,  white  potatoes,  strawberries  and  tomatoes 
amounted  to  more  than  367,000  cars  in  1920 — the  largest  move- 
ment for  any  year  of  which  the  Bureau  of  Markets  and  Crop 
Estimates  has  a  report — according  to  a  statement  issued  by  the 
Bureau. 

The.  cities  of  New  York,  Chicago,  Philadelphia,  Pittsburgh, 
St.  Louis,  Cincinnati,  St.  Paul,  Minneapolis,  Kansas  City  and 
Washington  unloaded  126,314  cars  of  the  fruits  and  vegetables 
named  in  1920,  according  to  the  Bureau's  tabulation. 

"The  number  of  cars  unloaded  by  the  three  largest  cities — 
New  York  Chicago  and  Philadelphia — is  closely  in  proportion 
to  population,"  the  Bureau  said.  "Thus  Chicago,  with  about 
one-half  the  population  of  New  York,  unloads  about  one-half  as 
many  cars,  while  Philadelphia,  with  about  one-third  New  York's 
population,  unloads  about  one-third  as  many  cars.  Other  cities 
show  relative  variations  due  in  part  to  reshipments  to  other 
markets  in  surrounding  territory.  Home-grown  produce  brought 
to  market  by  teams,  trucks,  and  small  boats,  of  which  no  ac- 
count is  taken  in  this  tabulation,  is  also  a  factor  inasmuch  as 
the  proportion  of  home-grown  produce  varies  greatly  in  the  dif- 
ferent localities  and,  together  with  redistribution,  greatly  affects 
the  consumption  figures.  Thus  Kansas  City  with  a  population 
of  324,000,  unloads  more  than  the  combined  markets  of  Minne- 
apolis and  St.  Paul  though  the  two  latter  cities  have  a  popula- 
tion nearly  double  that  of  Kansas  City.  Pittsburgh  with  less 
than  one-third  the  population  of  Philadelphia  takes  almost  as 
many  cars  as  does  the  latter  city.  Moreover,  the  rapid  growth 
of  several  of  the  cities  covered  in  this  review  during  the  war 
p'eriod  affects  the  relative  averages. 

"For  the  four  years  of  1920,  1919,  1918,  and  1917  the  av- 
erage number  of  cars  of  the  eight  commodities  covered  in  this 
article  unloaded  annually  by  the  ten  cities  under  consideration 
is  nearly  125,000.  Of  this  number  about  52,000  cars,  or  over 
two-fifths,  were  white  potatoes.  The  demand  for  potatoes  in 
this  group  of  cities  was  less  in  1920  and  1917  than  in  1919  and 
1918,  thus  reflecting  the  short  potato  crop  of  the  preceding  sea- 
sons and  the  extremely  high  prices  which  resulted  in  a  lessened 
consumption  during  the  greater  part  of  these  two  calendar  years. 
"Apple  consumption  was  about  one-half  that  of  potatoes,  as 
shown  by  the  four-year  average.  Demand  for  apples  from  the 
barrelsections,  mostly  the  Eastern  States,  showed  a  general 
gain  during  the  four  years,  while  the  demand  for  boxed  apples 
made  a  very  rapid  increase,  gaining  three-fold  from  1917  to 
1920. 

"Unloads  of  cantaloupes  averaged  more  than  one-fourth  that 
of  apples.  Shipments  of  this  commodity  showed  an  irregular 
upward  trend  in  volume  throughout  the  period  covered.  Gains 
in  peach  shipments  were  also  irregular  because  of  the  uncertain 
nature  of  the  crop.  Much  the  same  may  be  said  of  strawberries. 
The  demand  for  onions,  cabbage,  and  tomatoes  maintained  a 
steady  increase  in  volume,  which  was  rather  surprising  in  view 
of  the  wide  variations  shown  in  yield  and  prices  of  these  vege- 
tables from  year  to  year." 

Current  shipments  of  leading  lines  of  fruits  and  vegetables 
are  heavy,  the  Bureau  pointed  out,  as  follows: 

"Potatoes  and  most  lines  of  fruits  sold  at  lower  prices  dur- 
ing the  week  ending  August  29,  while  advances  were  reported  in 
onion  markets.  Total  carlot  movement  of  leading  lines  of  fruits 
and  vegetables  was  13,208  cars,  compared  with  13,399  the  pre- 
ceding week  and  with  11,697  during  the  corresponding  week  last 
season.  Shipments  of  grapes  and  peaches  were  much  heavier 
than  during  the  week  previous,  but  this  increase  in  fruit  supply 
was  offset  by  the  decrease  in  pears  and  watermelons." 


you  are  a  part  of  a  total  of  14  billion  annually.  There  are 
1,125,000,000  postal  cards  sold  each  year  and  9,000,000  stamped 
envelopes;  debts  to  the  amount  of  $1,500,000,000  are  satisfied 
each  year  through  the  sale  of  150,000,000  money  orders.  The 
earth  could  be  encircled  ten  times  with  the  two  rails  on  which 
the  mail  is  carried  in  the  United  States.  We  use  400,000  quarts 
of  ink  in  a  year  and  25,000  quarts  of  mucilage,  and  enough  lead 
pencils  to  place  one  behind  the  ear  of  1,500,000  persons.  We  use 
800,000  miles  of  twine  every  year,  enough  to  girdle  the  earth 
thirty  times.  There  are  19  million  undeliverable  letters  handled 
annually  by  the  Division  of  Dead  Letters  owing  to  the  neglect 
of  the  public  in  addressing  mail.  In  New  York  City  alone  there 
are  over  250,000  letters  readdressed  daily  by  clerks  from  city 
directories.  Just  imagine  the  tremendous  cost  this  is  to  the 
taxpayers,  due  to  carelessness  of  mailers.  Seventy-five  per  cent 
of  all  mail  posted  is  dumped  into  the  postoffice  at  the  end  of  each 
day,  straining  the  human  postal  machine  almost  to  the  breaking 
point." 


PETITIONS   FOR    REHEARING,   ETC. 

Intervenors  in  Nos.  12081,  Fairmont  &  Cleveland  Coal  Co.  vs. 
B.  &  O.,  12082;  Same  vs.  Monongahela  Ry.,  12083;  The  New  River 
Co.  et  al.  vs.  Virginian,  and  12084,  Same  vs.  C.  &  O.,  have  asked 
the  Commission  to  reopen  those  cases  for  reconsideration;  and 
have  also  asked  that  those  cases  be  consolidated  with  No.  12362, 
Bell  &  Zoller  Coal  Co.  et  al.  vs.  Baltimore  &  Ohio  Southwestern 
et  al. 

Morris  &  Co.,  intervenor  in  No.  10745,  National  Wholesale 
Grocers'  Association  of  the  United  States  vs.  Director-General, 
Alabama  &  Vicksburg  et  al.,  has  asked  the  Commission  for  a 
rehearing  of  that  case  and  a  modification  of  its  report  to  the 
extent  that  lard  compound,  lard  substitute,  and  canned  meats, 
regardless  of  their  vegetable  or  meat  content,  be  permitted  to 
take  their  respective  carload  rates  in  a  mixed  car  with  fresh 
meat  and  packing  house  products. 

Complainants  in  No.  11364,  The  Duquesne  Coal  &  Coke  Co. 
et  al.  vs.  Pittsburgh  &  West  Virginia  et  al.,  have  asked  the  Com- 
mission to  grant  a  reargument  in  that  case. 

Complainants  in  Nos.  10704,  Tide  Water  Oil  Co.  vs.  Director- 
General,  Central  of  New  Jersey  et  al.,  and  11390,  C.  S.  Maltby, 
vs.  Sumpter  Valley  Ry.,  Director-General  et  al.,  have  asked  the 
Commission  to  grant  rehearings  in  these  cases. 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway, 
defendant  in  No.  11639,  Gillespie  Coal  Co.  vs.  Illinois  Traction 
System  et  al.,  has  asked  the  Commission  to  grant  a  rehearing 
in  that  case;  to  modify  its  order  therein,  and  to  postpone  the 
effective  date  (October  7)  of  the  order  in  so  far  as  it  requires 
the  establishment  of  rates  to  points  on  petitioner's  line. 


LOST  AND  DAMAGED  PARCELS 

"An  accumulation  of  unsettled  claims  for  indemnity  on  lost 
and  damaged  parcels  has  been  reduced  from  175,000  in  March 
to  a  condition  that  will  be  current  in  thirty  days  more,"  said 
Will  H.  Hays,  Postmaster  General,  in  an  address  September  5 
before  the  National  Association  of  Letter  Carriers  in  St.  Louis, 
touching  on  the  many  activities  of  the  department. 

"You  know,  the  postal  service  is  generally  taken  for  granted 
like  the  sequence  of  the  seasons.  Men  forget  that  it  is  a  fact 
that  the  United  States  postal  service  is  the  biggest  distinct  busi- 
ness in  the  world;  that  we  have  300,000  employes  immediately 
connected  with  the  operation,  with  100,000,000  customers.  The 
annual  turnover  of  the  business  in  the  Postoffice  Department 
amounts  to  nearly  three  billion  dollars,  with  an  expenditure  of 
600  millions  annually.  We  have  the  largest  express  company 
in  the  world,  handling  over  two  billion  packages  last  year.  We 
have  the  largest  savings  bank  in  the  world  in  number  of  de- 
positors, with  75  per  cent  of  the  depositors  of  foreign  extraction. 
There  is  twice  as  much  postal  business  done  in  New  York  City 
alone  as  in  the  entire  Dominion  of  Canada.  The  business  of 
the  New  York  office  has  increased  289  per  cent  since  1912— 
with  no  increase  in  postal  facilities  since  that  date.  A  million 
seven  hundred  thousand  letters  are  handled  every  hour  by  the 
Postoffice  Department.  Every  time  you  buy  a  postage  stamp 


CHANGES    IN    DOCKET 

Hearing  in  12674,  the  Mitchell  Mfg.  Co.  vs.  B.  &  O.  et  aU 
assigned  for  September  9  at  Chattanooga,  before  Examiner  Gault, 
was  canceled. 

Hearing  in  5504,  the  Cotton  Manufacturers'  Assn.  of  S.  C. 
vs.  C.  C.  &  O.  et  al.,  assigned  for  September  7  at  Washington, 
before  Examiner  Fuller,  was  postponed  to  a  date  to  be  hereafter 
fixed. 

Hearing  in  12734,  Southern  Clay  Mfg.  Co.  vs.  Director- 
General  et  al.,  assigned  for  Sept.  9  at  Chattanooga,  was  can- 
celled. 

Hearing  in  12812,  Gulf  Refining  Co.  vs.  Director-General 
and  Pennsylvania,  assigned  for  Sept.  7  at  Pittsburgh,  was 
cancelled. 


LEASE   OF  TEXAS    ROAD 

The  Texas  &  New  Orleans  has  applied  to  the.  Commission 
for  authority  to  lease  from  the  state  of  Texas  for  five  years  the 
property  of  the  Texas  State  Railroad,  which  runs  from  Rusk 
to  Palestine,  Tex.,  32.6  miles.  The  state  legislature  in  March, 
1921,  authorized  the  board  of  managers  to  lease  or  sell  the  road. 
The  Texas  &  New  Orleans,  under  the  proposed  lease,  is  to 
maintain  the  property  and  pay  as  rental  50  per  cent  of  the  neti 
operating  income. 


GEORGIA    R.    R.   &    BANKING   CO.   BONDS 
The  Georgia  Railroad   &  Banking  Co.  has  filed  an  applica- 
tion with   the  Commission   for  authority  to   issue   $1,500,000  < 
6  per  cent  bonds  for  the  purpose  of  providing  funds  to  be  used 
in  connection  with  other  funds  to  pay  off  and  retire  $1,200,00 
of  5  per  cent  bonds  of  the  company,  maturing  January  1,  192 
and   $300,000  of  6  per  cent  bonds  maturing  on   the  same  date. 


LIBERTY-WHITE    ABANDONMENT 

The  Liberty-White  Railroad  Co.  has  been  authorized  by  the 
Commission  to  abandon  its  railroad  between  Liberty  and  South! 
McComb,  Miss.  The  road,  in  operation  for  many  years,  t 
never  earned  operating  expenses,  the  Commission  said.  The 
road  originally  was  about  50  miles  long.  About  two  years  ago 
under  a  receivership,  about  25  miles  of  road  between  Tylertown 
and  South  McComb,  Miss.,  was  abandoned. 
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GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space*  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


LEE  G.  WILEY,  Manager,  GALVESTON 

Members  of  the  American  Warehouseman's  Association 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Birvlce  Corporation,  Colorado  Building,  Washington,  D.  C, 


Interest   on    Overcharges 

Pennsylvania. — Question:  We  have  several  claims  filed  with 
the  Atlantic  Coast  Line  Railroad  Company,  and  when  we  received 
their  first  voucher,  covering  one  of  the  claims  we  noticed  they  did 
not  include  interest.  We  accepted  the  voucher,  but  immediately 
wrote  to  them  calling  their  attention  to  this  and  a  few  days 
later  they  replied  that  unless  interest  was  demanded  when  claim- 
ant filed  claim  that  it  was  supposed  no  interest  was  wanted. 
We  wrote  again  and  advised  that  we  never  had  to  ask  any  other 
railroad  for  interest  and  thought  they  were  wrong.  They  replied 
and  referred  to  Conference  Ruling  489  and  have  interpreted  it 
to  read  that  if  claimant  did  not  ask  for  interest  before  settlement 
was  made  they  are  not  required  to  reopen  claim.  Our  interpreta- 
tion of  this  part  of  the  ruling  is  that  at  the  time  the  ruling  went 
into  effect  the  Commission's  decision  was  that  any  claim  that 
had  been  settled  before,  that  is,  prior  to  this  decision,  that  the 
railroads  would  not  be  compelled  to  reopen  these  claims  and 
pay  interest  on  them.  Please  bear  in  mind  these  are  straight 
overcharge  claims  and  not  loss  and  damage  claims.  They  have 
stated  that  they  will  not  reopen  these  claims  and  pay  interest 
on  them.  While  we  were  writing  about  the  one  claim  they  had 
settled  two  others  without  interest,  they  also  claim  they  have 
a  decision  from  the  Interstate  Commerce  Commission — the  Wal- 
ter A.  Zelnicker  case. 

Answer:  On  August  12,  1921,  the  Interstate  Commerce  Com- 
mission, in  reply  to  an  inquiry  similar  to  this  one,  said:  "You 
are  advised  that  Conference  Ruling  489  speaks  for  itself.  If  in 
any  case  the  parties  cannot  arrange  an  amicable  adjustment  of 
the  question  of  interest  the  remedy  is  either  in  the  courts  or  by 
a  formal  complaint  before  the  Commission.  As  you  have  been 
previously  advised,  there  is  some  question,  however,  as  to 
whether  or  not  the  Commission  could  entertain  a  claim  for  in- 
terest as  interest  and  apart  from  the  principal  sum." 

Whenever  a  carrier  fails  to  allow  interest  in  settling  an 
overcharge  claim  the  claimant  can  accept  under  protest  the 
amount  tendered  and'  retain  the  right  to  bring  an  action  for  the 
interest.  We  think  that  in  such  a  case  the  claimant  should 
return  the  check  to  the  carrier,  for  by  so  doing  he  is  in  a  posi- 
tion to  bring  the  matter  of  interest  before  the  Interstate  Corn- 
mere  Commission  by  filing  complaint  for  the  amount  of  over 
charge  plus  the  interest. 

Liability  of  Carrier  for  Concealed  Loss 

New  York. — Question:  A  shipment  of  one  case  of  worsteds 
was  made  from  Centerville,  R.  I.,  to  New  York  City  and  consigned 
to  a  truckman  to  be  delivered  to  the  mill's  customer  in  this  city. 
The  shipment  in  question  was  "picked  up"  probably  too  late  to 
be  delivered  same  day  by  truckman  and  held  in  his  warehouse 
overnight.  When  goods  were  delivered  to  consignee  a  shortage 
of  materials  was  discovered  and  a  claim  was  filed  against  car- 
rier, which  followed  with  a  letter  of  declination  reading  as 
follows: 

"Your  claim  charge  of  April  ...,  1921,  for  alleged  shortage 
of  one  piece  of  worsteds  valued  at  ...  from  case  No.  . . .  con- 
signed to- ,  New  York  City. 

"With  due  respect  to  affidavit  submitted  by  the  truckman 
at  New  York,  we  find  that  this  case  was  held  in  their  possession 
overnight.  We  are,  therefore,  not  in  a  position  to  entertain  your 
claim  for  payment  and  this  claim  is  one  that  must  be  adjusted 
between  your  good  selves  and  consignee  direct  and  we  must  ask 
you  to  allow  our  files  to  remain  closed  in  this  connection." 

Affidavits  were  submitted  by  us  from  all  parties  who  handled 
the  case. 

We  would  ask  you  to  give  us  some  court  decisions  or  rulings 
in  cases  of  this  kind  where  truckman  held  goods  overnight.  Also, 
in  your  opinion,  is  this  a  matter  between  truckman  and  con- 
signee, or,  after  documentary  evidence  is  submitted,  such  as 
affidavits,  is  the  carrier  liable? 

Answer:  From  a  legal  standpoint  claims  for  concealed  loss 
or  damage  are  as  valid  as  any  other  kind;  the  only  difference 
is  that,  in  case  of  concealed  loss  or  damage,  it  is  quite  difficult 
to  establish  the  proof  necessary  to  prosecute  the  claim.  It  has 
been  held  that,  in  order  to  recover  the  value  of  goods  lost  under 
circumstances  which  brings  the  case  under  the  category  of  a 
concealed  loss,  the  plaintiff  must  prove  that  the  loss  occurred 


while  the  goods  were  in  the  carrier's  possession.  So,  where 
goods  have  been  delivered  by  a  carrier  to  a  truckman,  who  is 
sent  to  him  by  the  consignee,  there  should  be  proof  that  the 
goods  were  not  lost  or  stolen  while  the  package  was  in  the 
possession  of  the  truckman.  See  Baer  vs.  New  York  Cent.  R.  R., 
144  N.  Y.  S.  682;  Wallens  vs.  N.  Y.  C.  &  H.  R.  R.  R.,  166  N.  Y.  S. 
1083;  Canfield  vs.  B.  &  O.  R.  R.,  75  N.  Y.  144;  Hirsch  vs.  Hudson 
River  Line,  57  N.  Y.  S.  272;  Silverman  vs.  Cleveland,  etc..  R.  R., 
.157  N.  Y.  S.  876. 

In  the  Wallens  case  the  evidence  failed  to  show  how  the 
goods  were  handled  by  the  truckman  and  that  there  was  no  op- 
portunity for  pilferage  while  the  goods  were  in  his  possession. 
In  that  case  the  court  said  in  part:  "The  burden  of  proof  on 
this  point  is  upon  the  plaintiff.  He  has  failed  to  meet  it,  and 
the  most  that  can  be  said  is  that  it  can  only  be  a  matter  of 
conjecture  for  the  court  as  to  where  and  at  what  point  in  this 
shipment  the  box  was  opened  and  goods  taken  therefrom." 

In  the  istant  case  it  must  be  proved  by  competent  evidence 
that  the  carrier  received  the  entire  quantity  of  goods  and  that 
there  was  no  opportunity  for  pilferage  while  they  were  in  the 
custody  of  the  truckman.  Upon  such  a  showing  a  jury  should 
render  a  verdict  in  favor  of  the  plaintiff.  We  do  not  think  that 
this  is  a  matter  between  the  truckman  and  the  consignee  unless 
the  evidence  would  show  that  the  loss  occurred  while  the  goods 
were  in  the  truckman's  possession,  in  which  event  he  would  be 
liable,  provided  he  failed  to  exercise  reasonable  care  for  their 
protection. 

Demurrage — Constructive    Placement 

South  Carolina. — Question:  Twice  during  the  1919-1920  sea- 
son we  had  such  an  accumulation  of  cottonseed  that  the  track 
facilities  of  the  delivering  carrier  could  not  accommodate  the 
inbound  shipments,  thus  necessitating  a  large  number  of  cars 
being  held  short  of  destination.  We  had  absolutely  no  notice  of 
these  cars  being  so  held,  but,  regardless  of  this  fact,  the  de- 
murrage bureau  takes  the  position  that  the  demurrage  charges 
were  properly  assessed  thereon.  It  is  our  contention  that  it 
was  not  proper  to  assess  these  charges,  due  to  the  fact  that 
the  demurrage  tariff  as  regards  notification  was  not  complied 
with.  What  are  your  views  and  can  you  refer  us  to  a  decision 
that  would  be  of  assistance  in  pursuing  the  matter  further? 
Please  understand  that  we  do  not  contend  that  the  fact  that  the 
cars  were  held  short  of  billed  destination  contributed  in  any  way 
to  their  delay,  there  at  all  times  being  a  sufficient  number  of  cars 
on  hand  to  tax  to  the  utmost  our  unloading  facilities,  our  claim 
for  refund  having  been  filed  on  account  of  the  tariff  not  being 
complied  with. 

Answer:  It  is  the  duty,  of  the  carrier,  under  its  demurrage 
tariff,  to  give  notice  of  arrival  and  constructive  placement,  and, 
failing  to  do  so,  it  cannot  charge  the  consignee  with  demurrage 
on  cars  as  to  which  no  notice  has  been  given.  See  the  case  of 
American  Radiator  Co.  vs.  Lehigh  Valley  R.  R.,  44  I.  C.  C.  361. 

Minimum  Weight  Prescribed  by  Tariff  Must  Be  Applied   Regard- 
less of  Size   of  Car  Furnished   Unless   Unreasonable 

Washington. — Question:  A  shipper  of  tallow  in  tierces  to 
move  under  commodity  rate  with  60,000  minimum,  ordered 
largest  refrigerator  possible  of  stenciled  capacity  of  60,000  mini- 
mum pounds.  He  had  previously  loaded  a  similar  stenciled 
capacity  refrigerator  with  this  commodity  and  met  minimum.  To 
fill  his  order  a  refrigerator  with  stenciled  capacity  of  60,000 
pounds,  with  inside  measurement,  between  bunkers  of  32  feet 
5  inches  and  in  addition  an  overhead  rail  car  was  furnished. 
On  all  previous  shipments  a  refrigerator  of  34  to  35  feet  inside 
measurement,  with  60,000  stenciled  capacity  was  furnished  and 
loaded,  but  when  loading  with  overhead  rail  car  was  completed 
the  shipper  found  he  could  get  only  52,384  pounds  into  the  car. 

He  claims  overcharge  based  on  actual  weight.  In  rebuttal 
it  is  held  shipper  ordered  large  refrigerator  and  was  furnished 
car  having  marked  capacity  60,000  pounds.  No  rule  is  carried 
in  the  tariff  that  would  permit  of  the  protection  of  the  actual 
weight  when  car  is  furnished  having  the  same  carrying  capacit; 
as  the  minimum  weight.  Can  actual  weight  be  protected? 

Answer:  The  Commission  has  held  that,  where  there  is  a 
uniform  minimum  for  cars  of  all  lengths,  the  carrier  is  not  re- 
quired to  furnish  a  car  of  any  specified  length,  but  is  under  tl 
duty  of  establishing  a  minimum  weight  that  can  be  reasonably 
loaded  into  a  car  of  the  size  furnished.  Tull  &  Gibbs  vs.  N.  .V 
W.  Ry.  Co.,  55  I.  C.  C.  17. 

In  Briggs  &  Turivas  vs.  Director-General,  61  I.  C.  C.  363.  the 
Commission  said:  "Admitting  that  it  was  impossible  to  load 
the  minimum  in  a  few  of  the  cars  used,  it  does  not  necessarily 
follow  that  the  minimum  was  unreasonable.  Montague  &  Co. 
vs.  A.  T.  &  S.  F.  Ry.  Co.,  17  I.  C.  C.  72;  McLoughlin  vs.  T.  &  P. 
Ry.  Co.,  26  I.  C.  C.  307." 

In  the  instant  case  it  is  our  opinion  that  charges  should  be 
assessed  on  basis  of  the  60,000  minimum.  However,  upon  proof 
by  the  shipper  that  it  is  impracticable  or  impossible  to  load 
the  minimum  required  by  the  tariff  of  a  certain  commodity  in 
cars  furnished  by  the  carrier,  the  Commission  will  award  rep- 
aration for  the  difference  between  the  charges  which  wnv  as- 
sessed and  those  which  would  have  been  applicable  had 
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NEW  YORK 
BALTIMORE 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 


PHILADELPHIA 
PORTLAND,  ME. 


BOSTON 
and 

ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  SU.  Telephone  Central  2050 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Porta 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

804-12  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans   & 
South   American  S.S.  Co. 

INCORPORATED 


Pacific  Mail'  Steamship  Co. 

Undmr  American  Flag  PASSENGERS  AND  FREIGHT  -EitabHthed  I  HI 

TRANS-PACIFIC  SERVICE 

"The  Sunihine  Belt  to  the  Orient" 

San  Francioeo  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot.  steamers  5.  5. 
Empire  State  (Octoberlst);  S.  S.  Hootier  State  (October 
12th):  S.  5.  Golden  State  (November  5th1. 

MANILA-EAST  INDIA  SERVICE 

San  Franclaco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20.000-ton  displacement  steamers  5.  5. 
Creole  State  (September  14th);  S.  S.  Wolverine  State  (Octo- 
ber 15th). 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 

Mexico,  Guatemala,  Salvador,  Nicaragua,  Jamaica  and  Cuba 

S.  S.  Venezuela  sails  from  Baltimore  September   Nth 

S.  S.  Ecuador  sails  from  San  Francisco  September  15th 

S.  S.  Venezuela  sails  from  San  Francisco  October  25th 

S.  S.  Ecuador  sails  from  Baltimore  October  19th 

Also  four  Class  Al  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico),  Jacksonville.  Savannah,  Norfolk 


Through  billet  of  lading  issued  to  and  from  points  beyond  port »  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
Genera/  Pa»*enger  and  Ticket  office:     €21  Market  St.,  San  Francisco 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.      400  Exchange  Place.  Baltimore 
Managing  Agents:  U.  S.  Shipping  Board 


Ship  Through  the 

Port  of  Los  Angeles 

Total  Port  Costs  18  to  30%  Less  Than  Other  Pacific  Ports 

Comparative  costs  (a  typical  example)  for  a  ship  of  2800  tons  net 
register;  draft,  23  feet;  6500  tons  of  cargo  from  the  Orient; 
100,000  gallons  taken  aboard;  ten  days'  time  at  wharf: 


Pilotage 

Dockage  

Wharfage  or  State  Tolls . 

Discharging 

Handling  

Loading  cars 

Water 

Rent  . 


Los  Angeles      San  Francisco 


51.00 
185.00 
487.50 
3,900.00 
2,600.00 
2,925.00 
17.00 


$      102.00 

975.00 
4,550.00 
2,600.00 
3,900.00 
40.00 

150.00 


Total $10,165.50  $12,317.00 

Cost  per  ton 1.56  1.89 

Write  or  Wire  for  Further  Information 


Seattle 

$       65.00 

1,625.00 
4,550.00 
4,225.00 
4,225.00 
8.00 


$14,698.00 
2.26 


Board  of  Harbor  Commissioners 

Suite  33,  City  Hall,  Los  Angeles,  U.  S.  A. 
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minimum  found  reasonable  by  the  Commission  been  applied. 
See  Larrowe  Milling  Co.  vs.  C.  W.  &  L.  E.  R.  R.,  52  I.  C.  C.  145. 
See  our  answer  to  "Maryland"  herein. 

Unreasonable   Minimum   Weight — Remedy   of  Shippers 

Maryland. — Question:  We  recently  had  a  case  where  the 
minimum  carload  weight  prescribed  by  the  classification  was 
50,000  pounds  on  a  certain  commodity.  We  found  that  this  com- 
modity in  barrels  averaged  250  pounds  to  the  barrel  (sugar  barrel 
size).  At  this  rate  it  would  take  200  barrels  to  make  the  mini- 
mum carload  weight,  which  amount,  of  course,  would  be  im- 
possible to  load  into  one  car.  Pending  a  change  in  the  classifi- 
cation, how  could  we  ship  this  to  get  the  benefit  of  the  carload 
rate? 

Answer:  The  situation  outlined  here  differs  from  that  in 
"Washington's"  question  herein,  in  that,  presumably,  it  is  im- 
possible to  load  the  required  minimum  in  any  size  car,  while  in 
"Washington's"  case  the  minimum  can  be  loaded  in  practically 
all  cars  furnished  by  the  carrier. 

In  addition  to  the  cases  cited  in  the  answer  "Washington" 
it  should  be  noted  that  the  Commission  has  repeatedly  held  that, 
if  carriers  desire  to  protect  themselves  from  unduly  low  charges 
per  car,  they  should  do  so  by  regulating  the  rate  and  not  by 
prescribing  arbitrary  minimum  weights  which  can  be  loaded 
only  in  cars  of  unusual  size,  and  that  it  is  unreasonable  to  base 
charges  on  a  minimum  to  which  cars  are  incapable  of  being 
loaded.  Riverside  Mills  vs.  G.  R.  R.,  25  I.  C.  C.  434;  Durham 
Coal  &  Iron  Co.  vs.  C.  of  G.  Ry.,  34  I.  C.  C.  10;  Dallas  Cooperage 
&  Woodenware  Co.  vs.  G.  C.  &  S.  P.  Ry.  Co.,  45  I.  C.  C.  468; 
Bartless-Collins  Glass  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co.,  51  I.  C.  C. 
496;  Armour  Grain  Co.  vs.  Director-General,  58  I.  C.  C.  306. 

Pending  a  change  in  the  classification,  the  shipper  will  be 
obliged  to  pay  charges  on  basis  of  the  minimum  carload  weight, 
even  though  the  actual  weight  on  a  shipment,  loaded  to  the  full 
visible  capacity  of  the  car,  is  less  than  the  prescribed  minimum. 
The  shipper  should  load  all  cars  to  the  full  visible  capacity  and, 
when  the  classification  minimum  has  been  changed,  endeavor 
to  secure  refund  through  reparation  channels. 

Delay — Liability  of  Carrier  for 

Nebraska. — Question:  During  federal  control,  during  coal 
shortage,  the  carrier  held  a  car  of  coal  on  track  thirty  days  in 
open  car  and  same  deteriorated  in  such  a  manner  and  to  such 
an  extent  that  after  it  was  allowed  to  go  forward  to  destination 
consignee  refused  it  on  arrival  on  account  of  the  condition  of 
same. 

We  reconsigned  car  to  another  consignee  and  it  was  again 
refused  and  it  was  reconsigned  a  third  time  to  the  third  con- 
signee and  again  refused,  therefore,  we  practically  had  to  give 
the  coal  away  to  dispose  of  it.  The  carrier  declined  claim. 

Please  advise  us  what  recourse  we  have  against  the  carrier 
and  the  Fuel  Administration,  and  who  we  should  bring  suit 
against 

Answer:  It  is  a  general  rule  that,  where  the  contract  of 
shipment  does  not  obligate  the  carrier  to  deliver  the  goods  at 
a  special  time,  an  agreement  to  deliver  within  a  reasonable  time 
is  implied,  so  that  any  unreasonable  delay  constitutes  a  breach 
of  the  carrier's  duty.  See  N.  Y.  P.  &  N.  vs.  Peninsula  Produce 
Exchange,  240  U.  S.  34,  and  K.  C.  M.  &  O.  vs.  Odom,  185  S.  W. 
626. 

The  so-called  measure  of  damages  for  delay  in  transit,  which 
results  in  damage  to  a  shipment  or  a  decline  in  its  actual  value, 
on  arrival,  is  the  difference  between  the  actual  value  of  the 
shipment  at  destination,  at  the  time  it  should  have  arrived,  and 
its  actual  value,  at  the  time  it  actually  did  arrive,  plus  interest 
from  such  time.  So  in  the  instant  case,  if  the  deterioration  of 
the  coal  was  the  result  of  the  delay,  the  carrier  is  liable. 

Under  section  206  of  the  transportation  act,  actions  growing 
out  of  the  possession,  use  or  operation,  by  the  President,  of  the 
railroad  or  system  of  transportation  of  any  carrier,  under  the 
provisions  of  the  federal  control  act,  or  of  the  ,act  of  August  29, 
1916,  of  such  character  as  prior  to  federal  control  would  have 
been  brought  against  such  carrier,  may,  after  the  termination  of 
federal  control,  be  brought  against  an  agent  designated  by  the 
President  for  such  purpose.  Therefore,  the  action  in  the  instant 
case  is  not  to  be  brought  against  the  Fuel  Administration,  but 
against  the  Director-General  of  the  Railroads,  who  is  the  agent 
designated  by  the  President. 

Routing — All-Rail   Vs.   Rail-and-Water 

South  Carolina. — Question:  Referring  to  your  answer  to 
"Georgia"  with  reference  to  all-rail  vs.  rail-and-water  route,  page 
1078  of  the  December  4,  1920,  issue  of  The  Traffic  World. 

Following  this  ruling,  I  find  numerous  overcharge  claims  on 
the  theory  of  misrouting,  no  routing  having  been  inserted  in  the 
bills  of  lading  and  there  being  both  all-rail  and  rail-and-water 
routes  available,  the  billing  agent  having  forwarded  the  ship 
ments  via  the  all-rail  routes,  this  resulting  in  higher  charges 
than  would  have  obtained  via  the  rail-and-water  routes.  These 
claims  have  been  declined,  the  carriers  taking  the  position  that 
they  were  justified  in  so  doing  under  conference  ruling  190. 
.  What  are  your  further  views  with  reference  to  this  matter? 


Answer:  It  is  true  that,  in  Conference  Ruling  No.  190,  the 
Commission  does  cite  an  example  and  holds  that  the  carrier's 
agent  did  not  negligently  misroute  the  shipment.  However,  as 
we  stated  in  our  answer  to  "Georgia,"  on  page  1078  of  the  De- 
cember 4,  1920,  issue  of  The  Traffic  World,  if  it  is  the  duty 
of  the  carrier's  agent  to  secure  routing  instructions  from  the 
shipper,  there  cannot  be,  in  any  instance,  an  absence  of  routing 
instructions  from  the  shipper,  unless  the  shipper  refuses  to 
designate  the  route,  upon  being  requested  to  do  so.  For  this 
reason,  if  the  carrier's  agent  fails  to  secure  a  designation  of  the 
route  from  the  shipper,  it  seems  to  us  that  the  carrier  should 
be  held  liable  for  misrouting  the  shipment  in  forwarding  the 
shipment  via  an  all-rail  route,  if  the  charges  via  that  route  are 
greater  than  the  charges  via  a  rail-and-water  route. 

If  a  carrier  may  forward  a  shipment  via  an  all-rail  route 
without  incurring  liability,  where  both  an  all-rail  and  a  rail-and- 
water  route  are  available,  there  seems  to  be  no  basis  for  the 
statement  of  the  Commission  that  the  carrier  is  required  to 
secure  a  designation  from  the  shipper  as  to  which  route  he 
desires  to  use.  However,  apparently  the  only  way  in  which  the 
matter  can  be  definitely  settled,  in  view  of  the  statement  of  the 
Commission  in  Conference  Ruling  190,  is  through  the  filing  of 
a  formal  complaint. 

Damages — Carrier   Liable  for   Direct   Damages   Only 

Colorado. — Question:  Kindly  advise  whether  or  not  any  lia- 
bility attaches  to  the  carrier  for  damage  account  of  flood  attrib- 
uted solely  to  an  act  of  providence  in  the  following  instance: 

Shipment  of  stoves  arrived  in  damaged  condition,  a  casting 
being  broken.  Immediately  upon  receipt  of  stove  by  consignee 
the  railway  company  was  notified.  They  in  turn  promptly  sent 
an  inspector,  who  inspected  the  stove  and  advised  consignee  to 
have  repaired  and  send  them  the  bill.  The  consignee  without 
delay  delivered  the  stove  to  a  welding  company,  and  within  a 
few  days  after  the  stove  was  delivered  the  flood  enveloped  it 
at  the  place  of  business  of  the  welding  company.  After  the 
stove  was  welded  and  returned  there  was  some  depreciation 
account  of  damage  done  by  the  flood.  Had  the  stove  remained 
in  the  consignee's  place  of  business  it  would  not  have  been 
damaged  by  the  flood. 

The  consignee  takes  the  position  that  there  was  no  negli- 
gence with  him  in  any  way,  and  that  it  was  the  duty  of  the  carrier 
to  deliver  the  shipment  to  the  consignee  in  as  good  condition 
as  it  was  at  the  time  it  was  delivered  to  the  carrier,  and  since 
the  flood  damage  was  an  act  of  providence  it  should  be  charged 
to  the  carrier  rather'  than  to  the  consignee,  because  the  work 
was  really  being  done  for  the  carrier  and  not  for  the  consignee. 

Answer:  In  our  opinion,  the  shipment  in  question  had  been 
delivered  to  the  consignee  at  the  time  of  its  damage  by  the 
flood  and  the  carrier,  by  agreeing  to  assume  the  cost  of  repairing 
the  damage  caused  by  its  negligence  in  transporting  the  ship- 
ment, had,  in  fact,  paid  in  full  for  the  loss  caused  by  its  negli- 
gence. In  other  words,  the  consignee,  by  agreeing  to  accept  ilie 
damaged  stove,  provided  the  carrier  would  pay  for  the  necessary 
repairs,  took  possession  thereof  and  released  the  carrier  from 
any  further  liability. 

In  our  opinion,  the  damages  caused  by  the  flood  are  what 
is  known  as  consequential,  as  distinguished  from  direct  dam;. 
the  carrier's  negligence  being  the  remote  and  not  the  proximal e 
cause  of  the  damage   caused  by  the  flood. 
Damages — Measure  of  for  Loss  or  Damage  to  Express  Shipments 

New  York. — Question:  On  December  24,  1920,  a  package  <>!' 
china  was  delivered  to  a  member  of  our  firm.  This  was  shipped 
from  Alliston,  Ontario,  Canada,  by  the  Dominion  Express  Com- 
pany. On  opening  the  package  the  china  was  found  to  be  en- 
tirely destroyed.  The  agent  of  the  local  express  company  col- 
lected $9.03  of  consignee  for  duty  charges. 

The  package  was  damaged  on  the  way  from  Buffalo  to  Roch- 
ester as  it  had  been  opened  by  the  customs  officer  in  Buffalo 
and,  if  it  had  been  found  in  a  damaged  condition  at  that  place, 
probably  no  duty  charges  would  have  been  made. 

We  made  a  claim  for  the  loss  of  the  china  and  also  the 
duty  charges  which  were  paid  by  consignee.  The  express  com- 
pany paid  the  claim  for  the  loss  of  the  china,  but  they  would 
not  refund  the  amount  of  the  duty  charges.  We  contend  that, 
inasmuch  as  the  shipment  was  damaged  after  it  left  the  custom 
house,  that  consignee  should  not  be  assessed  the  duty  charges 
and  that  the  express  company  should  refund  this  amount  also. 

The  express  company  claim  that  they  are  not  liable  for  a 
greater  amount  than  that  carried  by  the  express  receipt.  Can 
you  give  any  light  on  the  subject? 

Answer:     While   we   know    of    no   decision    which    directly 
passes   on  this   point,   it  seems   to  be  a  reasonable  assumption 
that,  where  a  shipper  has  released  a  shipment  to  a  certain  valu- 
ation, the  shipper  has,   in  effect,  made  an  agreement  with  t! 
express  company  that,  in  the  event  the  shipment  is  lost  or  dam 
aged,  the  amount  which  he  had  declared  to  be  the  value  of  1 
shipment,  by  stating  that  amount  in  the  express  receipt,  is  t 
full   amount   for   which    the   express   company   is   liable,   in   t 
event  of  damage  to  or  loss  of  the  shipment,  and  that,  in  that 
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Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican   Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


North  China  Line 


(Columbia  Pacific  Shipping  Company) 

OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailings  Every  Twrntjr-ono  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  Hag  A-l  Steel  Steamer*) 


SS  "WEST  KADER" 
SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 
SS  "VINITA" 


September  19 
October  10 
October  31 
November  21 


Transhipment   at  Shanghai   to   American    River  steamers   for 

Nanking.    Pukow,    Hankow    and     other     open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building;,  Portland,  Oregon 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phon.   No.  4883  SAVANNAH,     GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 


General  Storage 


Carload  Distribution 


Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  C.pit.1 
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amount  is  merged   all   items   or  factors   which  go   to   make  up 
the  value  of  the  shipment,  including  duty  charges. 

Diversion — Right  of  Consignor  to  Divert  Shipment  Moving  on 
Straight  Bill  of  Lading 

Pennsylvania. — Question:  What  is  the  status  of  the  original 
straight  bill  of  lading  in  effecting  delivery  to  a  consignee  or  his 
customer? 

As  an  example :  A  ships  to  B  a  car  of  material  as  a  straight 
shipment.  B  instructs  the  railroad  at  destination  to  turn  the 
car  over  to  C.  A  sends  B  the  bill  of  lading  and  B  sends  same 
to  C,  indorsing  it  to  him.  While  car  is  in  transit  A  wires  to 
agent  to  withhold  delivery  or  send  to  some  other  customer  or 
to  reconsign  to  some  other  destination,  the  effect  of  which  is  to 
take  the  car  away  from  B  or  C,  although  either  B  or  C  hold 
original  bill  of  lading. 

In  other  words,  is  the  original  bill  of  lading  of  any  value 
to  anyone  other  than  shipper  in  obtaining  possession  of  ship- 
ment, and,  if  not,  why  do  carriers  insist  upon  presentation  of 
original  bill  as  evidence  of  legal  ownership  when  billed  con- 
signee endeavors  to  divert  or  reconsign? 

Also,  what  effect  do  the  terms  of  sale  such  as  delivered  or 
f.  o.  b.  destination  or  f.  o.  b.  mill,  have  on  this  question? 

Answer:  From  a  review  of  the  decisions  of  the  courts 
which  pass  upon  the  right  of.  a  consignor  to  divert  a  shipment 
in  transit,  it  is  only  possible  to  say  that,  where  a  bill  of  lading 
shows  a  general  consignment  and  is  not  made  to  shipper's  order 
or  with  other  reservation,  the  title  to  the  goods  is  prima  facie 
in  the  consignee,  and  that  the  carrier,  before  diverting  a  ship- 
ment is  entitled  to  be  furnished  with  evidence  of  the  ownership 
of  the  person  making  the  request  for  diversion.  From  this  the 
inference  is  that,  as  to  shipments  moving  on  straight  bill  of 
lading,  no  right  on  the  part  of  the  consignor  to  divert  the  ship- 
ment in  transit  exists,  unless  title  to  the  shipment  has  been 
reserved  by  the  consignor.  None  of  the  cases,  however,  go 
into  the  question  of  what  proof  of  ownership  will  warrant  a 
carrier  in  diverting  a  shipment  upon  the  request  of  the  con- 
signor, where  the  shipment  is  made  on  a  straight  bill  of  lading, 
nor  do  they  state  that  the  burden  of  determining  the  true  owner 
of  the  shipment  is  upon  the  carrier,  and  that  the  reconsignment 
is  made  at  the  risk  of  the  carrier,  in  the  event  it  should  prove 
that  ownership  of  the  goods  had  actually  vested  in  the  con- 
signee at  time  of  delivery  of  the  shipment  to  the  carrier.  The 
decisions  go  only  so  far  as  to  state  that  the  true  owner  of  the 
shipment  has  the  right  to  have  it  diverted  in  transit,  and  that 
the  carrier  must  comply  with  the  instructions  of  the  lawful 
owner  of  the  goods  for  idevrsion  of  a  shiyment,  whether  he 
be  the  consignor  or  consignee. 

Damages — Measure   of 

Washington. — Question:  For  the  benefit  of  the  fruit  shippers 
and  readers  of  The  Traffic  World,  we  wish  you  would  kindly 
say  what  the  basis  of  claim  would  be  on  the  hypothetical  case 
we  mention  here  below. 

Suppose  we  were  accepting  orders  on  a  certain  variety  of 
apples  at  this  time  on  a  basis  of  $3  per  box  f.  o.  b.  shipping  point 
for  extra  fancy,  to  be  shipped  two  months  hence  to  New  York 
City,  and  upon  arrival  at  New  York,  accoount  damage  by  freez- 
ing or  otherwise,  shipment  was  rejected,  necessitating  a  resale 
at  $1.50  per  box  delivered  in  order  to  get  car  accepted;  and  the 
f.  o.  b.  market  on  apples  of  the  same  variety  f.  o.  b.  shipping 
point,  on  date  of  arrival  of  car  at  New  York  was  only  $2,  would 
we  be  entitled  to  base  our  claim  on  the  difference  between  the 
price  actually  realized  and  the  price  for  which  we  had  origi- 
nally sold,  or  would  we  be  compelled  to  base  our  claim  on  the 
difference  between  that  realized  in  its  damaged  condition  and 
the  $2  f.  o.  b.  market  value? 

Then,  suppose  we  take  the  same  case,  and  upon  rejection 
of  the  car  in  New  York  for  the  same  cause,  the  market  value 
was  $4  per  box  delivered,  what  would  be  the  basis  of  our  claim? 
Would  it  be  the  difference  between  the  $4  delivered  market 
value  and  the  price  actually  received,  or  would  it  be  the  dif- 
ference between  the  ?3  f.  o.  b.  price  and  that  which  we  actually 
received? 

Answer:  In  our  answers  to  "Minnesota"  and  "Michigan" 
under  the  caption  "Damages — Measure  of,"  on  page  34  of  the 
July  3,  1921,  issue  of  The  Traffic  World,  and  page  136  of  the 
July  16,  1921,  issue  of  The  Traffic  World,  we  discussed  the  lia- 
bility of  a  carrier  for  loss  of  or  injury  to  goods,  which  have  a 
market  value  at  destination,  but  which  have  been  contracted 
for  at  a  fixed  price,  which  may  be  lower  or  higher  than  the 
market  price  at  time  of  arrival,  or,  in  the  event  of  loss  or  delay, 
at  the  time  they  should  have  arrived  in  the  usual  course  of 
transportation. 

In  our  answer  to  "Minnesota"  we  stated  that,  as  to  ship- 
ments which  had  been  sold  for  a  fixed  price,  which  price  was 
in  excess  of  the  market  price  at  destination  at  time  of  arrival, 
the  decisions  of  such  courts  as  had  passed  specifically  upon  the 
question  had  held  that  recovery  must  be  limited  to  the  market 
price,  unless,  at  the  time  the  contract  of  shipment  was  entered 
into,  the  carrier  was  advised  of  the  contract. 

As  to  shipments  which  have  been  sold  at  a  fixed  price  which 


is  lower  than  the  market  price  at  destination,  at  time  of  arrival, 
or  at  time  the  goods  should  have  arrived  in  the  usual  course 
of  transportation,  as  we  stated  in  our  answer  to  "Michigan," 
the  decisions  of  the  courts  are  to  the  effect  that  recovery  cannot 
be  had  for  an  amount  greater  than  the  stipulated  sale  price,  re- 
gardless of  a  higher  market  price  at  destination. 

While  it  may  appear  to  be  unfair  to  shippers  to  say  that 
the  liability  of  a  carrier  for  loss  or  damage  is  limited  to  the 
contract  price  if  lower  than  the  market  price  and  to  the  market 
price  if  lower  than  the  contract  price,  there  are  two  factors 
which  should  be  given  consideration  in  determining  the  proper 
basis  for  the  settlement  of  claims  for  loss  or  damage. 

In  the  first  place,  while  the  common-law  rule,  to  which  ref- 
erence is  made  in  the  McCaull-Dinsmore  case,  fixes  the  measure 
of  damages  at  the  market  value  of  the  goods  at  destination,  a 
shipper  should  not  be  permitted  to  profit  by  the  carrier's  neg- 
ligence, and,  therefore,  if  he  has  sold  goods  for  a  price  which  is 
less  than  the  market  price  at  destination,  his  recovery  should 
be  limited  to  the  figure  at  which  he  sold  the  goods. 

On  the  other  hand,  as  there  is  a  well  defined  rule  of  law 
which  says  that  spectial  damages  may  be  recovered  only  when 
the  carrier  is  advised,  at  the  time  the  contract  of  carriage  is 
entered  into,  that  such  damages  will  result  from  its  failure  to 
properly  perform  its  contract  of  carriage,  if  the  shipper  has 
sold  goods  for  a  price  which  is  higher  than  the  market  value 
at  destination,  under  this  rule  of  the  common  law  governing 
the  recovery  of  special  damages,  he  is  properly  restricted  to  the 
market  value  at  destination  as  the  measure  of  his  damages. 

Demurrage  on  Car  for  Which  Forwarding  Directions  Have  Been 

Furnished,   But  for  Whcih  Bills  of  Lading  Have  Not 

Been    Given 

Arkansas-Texas. — Question:  Will  you  kindly  advise  to  the 
best  of  your  knowledge  on  the  following:  A  railroad  company 
transports  for  us  six  carloads  of  raw  clay  daily  from  our  clay 
mine  six  miles  distant  from  our  plant  in  town.  Loaders  call  in 
over  telephone  daily  when  cars  are  loaded  and  ready  to  move, 
which  is  about  4  o'clock.  The  office  in  turn  calls  the  yard  office 
and  switching  crew  proceed  to  clay  pit  for  loaded  cars,  getting 
same  spotted  at  our  plant  around  6  p.  m.  The  switching  is  by 
necessity  completed  the  day  before  bill  of  lading  can  be  issued 
to  cover  the  movement.  The  cars  are  invariably  unloaded  by 
4  p.  m.  the  day  after  the  loaded  cars  are  brought  in,  so  that 
empties  may  be  taken  to  clay  mine  in  place  of  a  set  of  cars 
already  there  and  loaded  to  be  brought  in.  A  complete  switch 
or  time  consumed  to  load,  transport  and  unload  is  24  hours. 
Not  knowing  car  numbers,  amount  of  clay,  etc.,  and  being  such 
a  late  hour  of  day,  through  necessity  bill  of  lading  cannot  be 
issued  until  netx  day.  In  certain  instances  we  have  failed  or 
overlooked  issuing  bill  of  lading  until  after  48  hours,  in  which 
case  demurrage  bureau  has  charged  us  demurrage  in  accordance 
with  bill  of  lading  date,  notwithstanding  the  switching  records 
beyond  any  doubt  show  that  the  cars  were  not  held  for  loading 
over  24  hours'  actual  time. 

The  question  we  wish  to  ask  is,  can  we  be  compelled  to  pay 
demurrage  under  such  circumstances  and,  if  so,  could  we  hope 
for  reparation?  If  similar  cases  have  been  up  before  courts  j 
or  Commission  please  cite  some  cases. 

Answer:     Section  A,  rule  3  of  J.  E.  Fairbanks'  Demurrage 
Tariff  No.  4-A,  provides:     "On  cars  held  for  loading,  time  will  I 
be  computed  from  the  first  7  a.  m.  after  placement  on  public  I 
delivery    tracks    and   without    notice    of   placement,    but    it   not 
placed  within  24  hours  after  7  a.  m.  of  the  day  for  which  ordered,! 
time   will   be   computed  from   7   a.   m.   after   the   day   on   which 
notice  of  placement  is  sent  or  given  to  consignor."     Under  sec- 
tion  A,   rule   2,   of   the   same   tariff,   48   hours'    (two   days)    free 
time  will  be  allowed  for  loading  or  unloading  all  commodities.; 

"Loading"    is    defined    in    the    same    rule    as    including 
furnishing   of   forwarding   directions   on   outbound   cars. 

As  the  demurrage  tariff  provides  that  48  hours'  free  tinu 
will  be  allowed  for  loading  and  that  this  time  begins  to  run 
from  the  first  7  a.  m.  after  placement  and  also  that  the 
"loading"  includes  the  furnising  of  forwarding  directions  on 
outbound  cars,  the  effect  is  that,  until  the  forwarding  directions 
are  furnished  the  loading  time  continues  to  run  and  demurrage 
charges  will  be  assessed  for  all  time  in  excess  of  48  hours i 
which  elapses  between  the  first  7  a.  m.  after  the  cars  are  placed 
for  loading  and  the  time  the  forwarding  directions  are  received 
by  the  carrier.  These  forwarding  directions  are,  as  a  rule,  given; 
by  the  presentation  of  a  bill  of  lading  for  the  signature  of  thei 
carrier's  agent.  However,  inasmuch  as  the  issuance  of  a  bill 
of  lading  is  not  absolutely  essential  to  the  transportation  of 
goods  by  a  carrier,  and  that,  in  the  instant  case,  the  carrier,  m 
transporting  the  cars  prior  to  the  issuance  of  a  bill  of  lading, 
has,  as  a  matter  of  fact,  acknowledged  the  receipt  of  forward-: 
ing  directions,  no  demurrage,  in  our  opinion,  can  legally  be; 
collected  on  such  cars,  even  though  bills  of  lading  were  not 
issued  until  after  the  expiration  of  48  hours  from  the  first  1 
a.  m.  after  the  cars  are  placed  for  loading  at  the  mine.  Wtj 
know  of  no  decisions  which  cover  the  question. 
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PAGE  &  JONES 

Ship  Brokers  and 
Steamship  Agents 

Mobile,  Alabama,  U.  S.  A. 

• 

Regular  monthly  service,  Mobile,  Pensacola 
or  Gulfport  to  Antwerp,  Ghent,  Rotterdam, 
Amsterdam  and  French  Atlantic  ports. 

Mobile/West  African  ports,  via  Azores, 
Madeira  Islands  and  Canary  Islands. 

Regular  service,  Mobile  to  all  United  States 
Pacific  Coast  ports. 


St.  Louis  Office: 
1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


Birmingham  Office: 
424-425  Chamber  of  Commerce  Bldg. 

GEORGE  C.  McLAUGHLIN,  Manager 


—  * 

-m 


PORT  OF 
TACOMA 

Nat'l  Bankof  Tacoma 

Building 
Tacoma,   Washington 

HAMMERHEAD  CRANE 

Built  by 

Colby  Steel  &.  Eng'ring  Co. 
of  Tacoma 

5-ton  Capacity 
at  90-ft.  Radius 


Reaching  Beyond  the 
Edge  of  Pier  36  Feet 
for  Lighterage  Service 


The  excessive  cost  heretofore  attached  to  the  handling  of  lumber 
from  car  to  dock  and  dock  to  ship  has  been  greatly  reduced 
by  the  crane  illustrated  above.  This  fact,  coupled  with  our  low 
storage  rates  and  generous  free  time  privileges,  makes  PIER  ONE 
the  ideal  lumber  shipping  point  of  the  Pacific  Coast. 
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Personal  Notes 


The  Atlantic  Coast  Line  has  announced  the  following  ap- 
pointments: W.  H.  Cobb,  commercial  agent  at  Fayetteville.  N. 
C.,  and  H.  H.  Elliott,  commercial  agent  at  Wilmington,  N.  C. 

B.  Levy  has  been  appointed  assistant  general  freight  agent 
for  the  A.  T.  &  S.  F.  at  San  Francisco. 

J.  A.  Streyer  has  been  appointed  traffic  manager  for  the 
Georgia  &  Florida  Railway,  at  Augusta,  Ga. 

The  Aard  Agency,  a  collection  agency,  of  Chicago,  announces 
the  formation  of  a  department  devoted  exclusively  to  the  hand- 
ling of  freight  claims,  in  charge  of  John  V.  Delaney,  formerly 
chief  attorney  for  the  C.  M.  &  St.  P.  Railroad  Company,  and 
S.  J.  Ermeling,  formerly  credit  manager  of  the  Beatrice  Creamery 
Company. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

A  stag  outing  and  picnic  of  the  Indianapolis  Traffic  Club 
was  held  at  Horse  Shoe  Grove,  18  miles  from  Indianapolis,  on 
Labor  Day.  Boating,  fishing  and  swimming  were  among  the 
sports  of  the  day,  which  ended  with  a  chicken  dinner.  The 
club  will  hold  its  autumn  dinner  at  the  Hotel  Severin,  Septem- 
ber 15.  George  Barnard,  of  the  Indiana  commission,  will  speak 
on  "Utilities  and  Finances." 


The  University  of  California  Traffic  Association  has  changed 
its  name  to  the  Pacific  Traffic  Association.  A  meeting  was  held 
at  the  San  Francisco  Chamber  of  Commerce,  September  6,  at 
which  John  H.  McCullum,  president  of  the  board  of  state  harbor 
commissioners,  spoke  on  "The  Port  of  San  Francisco."  An 
illustrated  lecture  on  the  "History  of  the  Telegraph  and  Cable," 
was  given  by  James  G.  Decatur,  commercial  agent  for  the  West- 
ern Union. 


The  first  session  of  the  class  in  Freight  Traffic  Management 
at  the  Wall  street  division  of  New  York  University  will  be  held 
September  23.  The  class  is  conducted  by  Asa  Colton,  lecturer  on 
trade  and  transportation  in  .the  university.  Besides  the  regular 
work,  the  students  of  this  course  will  be  addressed  by  various 
traffic  men  who  are  members  of  the  New  York  University  Trans- 
portation Club,  the  next  meeting  of  which  will  take  place  Sep- 
tember 15. 


GENERAL  FREIGHT  SERVICE  ASSOCIATION 
In  addition  to  the  services  generally  performed  by  freight 
service  bureaus,  the  General  Freight  Service  Association,  Inc.,  of 
St.  Louis,  has  announced  that  it  is  prepared  to  organize  a  com- 
plete traffic  department  for  any  business  or  commercial  body 
and  put  it  in  charge  of  a  high-class  manager  on  short  notice. 
The  new  department  would  also  have  full  support  from  the  gen- 
eral office  of  the  association.  The  association  also  specializes  in 
interstate  commerce  and  state  commission  cases,  and  provides 
traffic,  demurrage  and  engineering  services.  I.  L.  Burlingame, 
formerly  general  manager  of  the  Terminal  Railroad  Association 
of  St.  Louis,  is  president.  W.  E.  McGarry,  vice  president  and 
general  manager,  was  formerly  assistant  general  manager  of  the 
Terminal  Association  and  chairman  of  the  St.  Louis  district, 
Car  Service  Division  of  the  American  Railway  Association.  As 
counsel  the  association  has  A.  E.  Haid,  former  assistant  general 
attorney  for  the  St.  L.-S.  F.  Railroad.  J.  C.  Ryan,  traffic  man- 
ager, was  formerly  general  freight  agent  for  the  Illinois  Ter- 
minal Railroad.  J.  F.  Roach,  manager  of  the  demurrage  depart- 
ment, was  formerly  manager  of  the  Central  Demurrage  and 
Storage  Bureau. 


TRAFFIC  OFFICERS  TO  MEET 

Arrangements  for  the  annual  meeting  of  the  American  Asso- 
ciation of  Freight  Traffic  Officers  at  the  Drake  Hotel  in  Chicago, 
September  19,  and  the  annual  dinner  at  the  same  place  that 
evening  have  been  completed.  Upwards  of  five  hundred  mem- 
bers and  their  invited  guests  are  expected  to  attend  the  dinner. 
The  principal  speakers  will  be  J.  F.  T.  O'Connor  of  North  Da- 
kota, who  was  the  candidate  for  governor  of  that  state  on  an 
independent  ticket  a  year  ago  and  who  has  won  fame  by  his 
vigorous  expression  of  his  political  views,  and  Edgar  A.  Jonas, 
a  Chicago  attorney,  who  will  talk  on  "Fraternalism."  It  is  a 
coincidence  that  Jonas  and  Mr.  O'Connor  ten  years  ago  tied 
for  the  office  of  national  president  of  the  Phi  Alpha  Delta  fra- 
ternity at  an  election  held  in  Chicago,  and  this  will  be  their 
first  meeting  since.  The  humorous  part  of  the  program  will 
be  furnished  by  Ralph  Bingham,  a  well-known  speaker  from 
Philadelphia.  There  will  be  an  address  of  welcome  by  President 
J.  R.  Noel  of  the  Chicago  Association  of  Commerce,  and  a 
response  by  Fred  Zimmerman,  president .  of  the  organization. 
The  toastmaster  will  be  D.  M.  Goodwyn,  who  was  the  first  presi- 
dent of  the  organization.  The  committee  on  arrangements  is 
composed  of  W.  A.  Terry,  chairman;  George  A.  Blair,  H.  W. 


Beyers,  F.  B.  Houghton  and  R.  B.  Robertson.  The  officers  of 
the  organization  are:  President,  Fred  Zimmerman,  vice-presi- 
dent, C.,  R.  I.  &  L.  Railway,  Chicago;  first  vice-president,  C.  T.1 
Airey,  vice-president,  Cent,  of  Ga.  Railway,  Savannah,  Ga.;  sec-j 
ond  vice-president,  R.  C.  Wright,  G.  T.  M.,  Pennsylvania  System, 
Philadelphia,  Pa.;  third  vice-president,  W.  A.  Terry,  F.  T.  M.J 
N.  Y.  C.  Lines,  Chicago;  fourth  vice-president,  F.  B.  Houghton, 
F.  T.  M.,  A.  T.  &  S.  F.  Railway.  Chicago;  secretary  and  treasurer,); 
Grant  Williams,  D.  F.  A.,  C.  M.  &  St.  P.  Railway. 


COAL,  CASS  TO  MICHIGAN  CITY,  IND. 

The  complaint  in  No.  12841,  Chicago,  Lake  Shore  &  South 
Bend  vs.  Illinois  Central,  was  brought  by  the  Lake  Shore  line 
in  an  attempt  to  recover  from  the  Illinois  Central  that  portion 
of  its  division  of  a  }1.67  rate  on  coal  from  Cass  to  Michigan 
City,  Ind.,  which  was  in  excess  of  its  division  of  a  $1.45  which 
was  simultaneously  in  effect  on  the  same  traffic  in  conjunction 
with  the  Michigan  Central.  Before  the  period  of  federal  con- 
trol the  $1.67  rate  was  in  effect  via  both  routes,  according  to 
Leo  B.  Forbes,  vice-president  and  traffic  manager  of  the  Lake 
Shore  line,  who  testified  at  the  hearing  before  Examiner  Wilson 
in  Chicago,  September  9.  Subsequently,  however,  the  Director- 
General  reduced  the  rate  on  federal  control  lines  to  $1.45,  which 
rate  was  not  put  into  effect  on  the  Lake  Shore  because  that 
road  was  not  under  government  control. 

The  division  collected  by  the  Illinois  Central  on  coal  moving 
via  its  line  in  conjunction  with  the  Michigan  Central  was  96 
cents.  Out  of  the  $1.67  rate  in  effect  in  conjunction  with  the 
Lake  Shore  it  retained  $1.10.  During  the  period  covered  by  the 
complaint,  March  1  to  August  17,  1920,  the  Lake  Shore  pur- 
chased 251  carloads  of  coal  for  its  own  use  at  Cass  which  was 
consigned  to  that  line  at  Michigan  City  via  the  Illinois  Central 
and  its  own  lines.  On  these  shipments  the  Lake  Shore  asks 
for  a  refund  of  $700. 

A.  P.  Humberg,  attorney  for  the  Illinois  Central,  said  that 
in  his  opinion  there  was  no  doubt  about  the  willingness  of  his 
road  to  refund  the  excess  divisions.  He  asked,  however,  that 
the  same  disposition  be  made  of  the  instant  case  as  the  Commis- 
sion sees  fit  to  make  in  disposing  of  another  complaint  brought  by 
the  Lake  Shore  against  the  Director-General  covering  shipments 
made  during  federal  control.  He  pointed  out  that  the  rate  com- 
plained of  had  been  revised  to  the  lower  figure  immediately  upon 
the  expiration  of  the  guarantee  period,  October  1,  1920. 


Digest  of  New  Complaints 

• 

No.  13045.     Memphis   (Tenn.)   Freight  Bureau,   for  BaniweU  &  Co.   et| 
al.,  vs.  Payne,  as  agent,  and  Mobile  &  Ohio. 

Unjust  and  unreasonable  charges  on  cotton  from  Memphis  and 
Mississippi  points  to  various  interstate  destinations  due  to  alleged 
refusal  of  carriers  to  restore  to  complainants  excess  of  5c  per  II 
Ibs.  which  claimants  were  forced  to  pay  for  compression  in  ordel 
to  secure  bills  of  lading  for  their  shipments  of  cotton.  Ask; 
reparation. 

No.  13046.     Memphis  (Tenn.)  Freight  Bureau,  for  A.  B.  Falk  &  Co.,  VS,] 
Payne,  as  agent,  Alabama  &  Vicksburg. 

Same  complaint  as  in  No.  13045  as  to  shipments  of  cotton  from 
Forest,  Miss.,  to  New  Orleans,  La.  Asks  reparation. 

No.  13047.     The  City  of  Detroit  vs.  C,  &  O.  et  al. 

Unjust,    unreasonable,    unjustly    discriminatory,    unduly    prefer- 
ential and  prejudicial  rates  on  coal  from  Holden,  W.  Va..  via   Bake 
Krie  ports,  to  Detroit,  because  defendants  refused  to  apply   i 
of  28c   per  ton   on   coal   loaded    in  vessels  at  Bake   Erie   ports   and 
discharged   at   points   on   west    shore   of  Bake    Michigan    and   Bak« 
Superior  ports.     Asks  cease   and  desist  order,   rates  reflecting  i 
decrease,  and  reparation. 

No.    13048.      International    Steel    Corporation,    New    York,    N.    Y..    vs. 
Pennsylvania. 

Unjust,  unreasonable  and  unjustly  discriminatory  storage 
charges  on  carload  of  steel  angles  from  Phoenixville,  Pa.,  to  NV\v 
York  for  export  because  assessed  on  car  demurrage  basis  rather 
than  on  ground  storage  basis.  Asks  reparation. 

No.   13049.     E.  H.  Edwards,  doing  business  under  name  of  E.  H.   Ed- 
wards Co.,  South  San  Francisco.  Calif.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  pretnfl 
ential  and  prejudicial  rates  on  carload  shipments  of  various  com- 
modities between  South  San  Francisco  and  San  Francisco.  Asks 
reparation. 

No.    12750,   Sub.    No.   1.     Memphis   (Tenn.)    Freight   Bureau   vs.    Payne, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pivf- 
erential  charges  on  cotton,  moving  in  and  out  of  Memphis.  Tenn. 
Asks  reparation. 

No.  12750,  Sub.   No.  2.     Same  vs.  Same. 

Same  complaint  and  prayer  with  regard  to  different  shipments 
of  cotton  moving  in  and  out  of  Memphis,  Tenn. 

No.  13050.     The  Buckeye  Pipe  Bine  Co.  vs.  B.  &  O.  et  al. 

Unjust  and  unreasonable  rates  on  bituminous  coal  to  Bereft 
Pump  Station,  near  Strongsville.  O..  from  Century.  W.  Va.  Asks 
cease  and  desist  order,  just  and  reasonable  rates  and  reparation. 

No.  13051.     R.  B.  Abbott  et  al.,  Welsh,  Ba.,  vs.  Payne,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial' and  unlawful  rates  on  rough  rice  from  points  of  origin  in 
Arkansas  and  Dudley,  Mo.,  to  Welsh  and  Jennings,  Ba.  As" 
reparation. 

No.    13052.     Gardner  Shipping  Co.,   Inc.,    et  al.,   New   York.    N.    Y., 
Pennsylvania. 

Alleges  unjust  demurrage  rhargos  on  car  (contents  not  st.it 
from  Pottsville.  Pa.,  to  Philadelphia,  Pa.,  for  rxpurt.  Asks  rep 
tion. 
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Dependable 


Transpacific  Freight  Service 

REGULAR  SERVICE  op"ator.,  uenitedmst"t*r  shaping  Board.   FREQUENT  SAILINGS 

From  SEATTLE  To 

Yokohama,  Kobe,  Shanghai,   Hong  Kong,  Manila,  Singapore, 
Dairen,  and  *VIadivostock 

•Vessels  will  make  direct  call  if  offerings  justify. 

SAILINGS  FROM  SEATTLE 

SS  WHEATLAND  MONTANA,  September  15      **SS  KEYSTONE  STATE,     .          ,     October  15 
**SS  SILVER  STATE,  ....   September  17          SS  CITY  OF  SPOKANE,  .     .     .     October  20 
SS  CROSS  KEYS  .....    September  27      *'SS  SILVER  STATE  .....     November  26 
••Combination  freight  and  passenger  (Length  535  feet;  21,000  tons  displacement;  speed  i;M  knots). 

From  PORTLAND  To 
Yokohama,  Kobe,  Shanghai,  Hong  Kong,  Manila  and  Dairen 

Direct  connections  at  Hong  Kong  with  Feeder  service  to  Saigon,  Singapore,  Samarang,  Soerabaia,  and  way  ports. 

SAILINGS  FROM  PORTLAND 
SS  MONTAGUE,  October  2  SS  ABERCOS,  October  28 

For  Sailing  Dates,  Kate*,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

All  Cities  Pacific  Coast  and  Orient 


Frequent 
Coastwise 
Sailings 

BETWEEN 

Seattle,      Tacoma, 
Victoria,     Vancouver, 
Portland,   San  Francisco, 
San  Diego,  Los  Angeles, 

and  all 
Alaska  Points. 
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Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  in 
this  Docket  will  be  noted  elsewhere. 

September  12 — Columbus,  O. — Examiners  Quirk  and  Mullen: 
I.  and  S.  1381 — Coal  from  D.  T.  &  I.  R.  R.  mines. 
12851 — In  the  matter  o£  intrastate  rates  on  bituminous  coal  within 

the  state  of  Ohio. 

12898 — Southern  Ohio  Coal  Exchange  vs.   C.   &  O.   et  al. 
I.  and  S.  1381   (first  supplemental  order) — Coal  from  D.  T.  &  I.  R.  R. 

mines. 

September  12 — Cleveland.  O. — Examiner  Cassidy: 
I.  and  S.  Docket  1374 — Estimated  weight  on  petroleum  crude  oil  from 

Texas. 
September  12 — San  Francisco,  Calif. — Examiner  Keene: 

I.   and    S.   1362 — Decreased   free   time   allowance   at   ports   on   traffic 

from  California. 
September    12 — Chicago,    III. — Examiner   Wilson: 

11105 — United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 
eral and  Ind.  Harbor  Belt. 

September  12 — St.  Louis,  Mo. — Examiner  Kephait: 
12722 — Roxana  Petroleum  Corp.  vs.   Director  General,  Wichita  Falls 

&  N.  W.  et  al. 

12806 — Roxana  Petroleum  Corp.  vs.  Director  General,  C.  &  A.  et  al. 
12806  (Sub.   No.  1) — Roxana  Petroleum  Corp.  vs.  C.  &  A.  et  al. 
Sept.   12 — Tulsa,  Okla.- — Examiner  Mackley: 

12742 — Empire  Refineries,  Inc.,  vs.  Director  General.  St.  L.-S.  F.  et  al. 
12834 — Victory  Window  Glass  Co.  vs.  A.  T.  &  S.  F.  et  al. 
Sept.  12 — Albany,  N.  Y. — Examiner  Gerry: 

12805 — The  Schuhle   Pure  Grape  Juice  Co.   et  al.  vs.   Director  Gen- 
eral, N.  Y.   N.  H.  &  H.  et  al. 
12894— Schuhle's  Pure  Grape   Juice  Co.   et   al.   vs.   Director  General, 

N.  Y.  N.  H.   &  H:  et  al. 
Sept.   12 — Corinth,   Miss. — Examiner  Gault: 
11741 — Corinth  Grocery  Co.   vs.   M.  &  O. 
sept.   13 — Oklahoma  City,   Okla. — Examiner  Mackley: 

12721 — Anderson  Clayton   &   Co.   vs.   Director  General. 
September  13 — St.  Louis,  Mo. — Examiner  Kephart: 
12711 — Perry  County  Coal  Corp.  et  al.  vs.  East  St.  Louis  &  Suburban 

et  al. 

12737 — Slogo  Coal  Corporation  vs.  Mo.  Pac.  et  al. 
12737  (Sub.  No.  1) — Perry  County  Coal  Corp.  vs.  B.  &  O.  et  al. 
September  13 — Little  Rock,  Ark. — Examiner  F.  E.  Brown  and  Arkansas 

Railroad  Commission: 

11775 — Arkansas  rates  and  fares  (rates  on  road  building  materials). 
September  13 — Chicago,  III. — Examiner  Wilson: 

I.    and    S.    1377 — Substitution    of    single-deck    for   double-deck    cars 

ordered. 

September  13 — Portland,  Ore. — Commissioner  Hall: 
6490 — Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 
8819 — West  Coast   Lumbermen's  Assn.   et  al.   vs.   Boston   &   Albany 

et  al. 

September  14 — New  York,  N.  Y. — Examiner  Gerry: 
12672 — The  Barber  Asphalt  Paving  Co.  vs.  L.  V. 
12756 — Standard  Underground  Cable  Co.  vs.  L.  V. 
September  14 — Cleveland,  O. — Examiner  Cassidy: 
12479 — American  Shipbuilding  Co.   et  al.   vs.   Director  General,  B.   & 

O.  et  al. 
12479  (Sub.  No.  1) — Frank  A.  Scott  and  J.  O.  Eaton,  as  receivers  for 

the  Standard  Parts  Co.,  vs.  Director  General,  B.  &  O.  et  al. 
Sept.   14 — Oklahoma  City,  Okla. — Examiner  Mackley: 

12460 — The  Oklahoma  Live  Stock  Exchange  et  al.  vs.  Director  Gen- 
eral, Abilene  &  Southern  et  al. 

September  14 — St.  Louis.  Mo. — Examiner  Kephart: 
12794 — Eddy  &  Eddy  Mfg.  Co.  vs.  Director  General,  Missouri  Pacific 

et  al. 
September  14 — Macon,  Ga. — Examiner  Carter: 

12823 — Macon  Chamber  of  Commerce  vs.  Bangor  &  Aroostook  et  al. 
Sept.   14 — Meridian,  Miss. — Examiner  Gault: 

12730— The  Eagle  Cotton  Oil  Co.  vs.  A.  G.  S. 
September  15 — Washington,  D.  C. — Examiner  Davis: 

*  Finance   Docket   1566— Application  of  the  D.   L.   &  W.   R.   R.   Co.   for 

approval  and  authorization  of  the  leasing  to  it  of  the  railroad  and 
property  of  the  Sussex  R.  R.  Co. 
September  15 — Chicago.  111. — Examiner  Wilson: 

*  12727 — Fairbanks,  Morse  &  Co.  vs.  Director  General. 

September  15 — Tulsa,  OTcIa. — Examiner  F.  E.  Brown: 
12953— Manhattan  Oil  Co.  vs.  A.  T.  &  S.  F.  et  al. 

September  15 — New  York,  N.  Y. — Examiner  Gerry: 
12725 — U.  S.  Steel  Products  Co.  vs.  Director  General,  A.  &  V.  et  al. 

September  15 — St.  Louis.  Mo. — Examiner  Keplunt: 
12779 — National   Preservers'   and   Fruit  Products'   Assn.    vs.    Abilene 

&  Southern  et  al. 
12779   (Sub.   No.  1)— National  Preservers'   and  Fruit  Products  Assn. 

vs.  Director  General. 

Sept.  15 — New  Orleans,  La. — Examiner  Gault: 

12775 — Foxiey  Stave  &  Lumber  Co.  vs.   L.   &   N. 

12799 — Board  of  Commissioners  of  the  Port  of  New  Orleans  vs.  Di- 
rector General. 

12799  (Sub.  No.  1)— Doullut  &  Williams  Shipbuilding  Co.,  Inc.,  vs. 
Director  General. 

September    15 — Los   Angeles,   Calif. — Examiner   Keene: 
12796 — Los  Angeles  Pressed  Brick  Co.   vs.   Pacific  Electric  et  al. 
12811— Globe  Cotton  Oil  Mills  vs.  Director  General. 

September    15 — Baltimore,    Md. — Examiner   Fuller: 

12850— James  T.  Sykes  and  James  E.  McDonnell,  trading  as  J.  H. 
Dashftelds  &  Co.,  vs.  Director  General. 

September  16— New  York,  N.  Y.— Examiner  Gerrv: 

I2863— Wm.   H.  Kldston  et  al.,   trading  as  A.   G.  Kidston  &  Co.   vs. 

1274&— -,V,illiam  H.  Kidston  et  al.,  trading  as  A.  G.  Kidston  &  Co.. 
vs.  D.  L.  &  W.  et  al. 


September  16 — Birmingham,  Ala. — Examiner  Carter: 
12815 — West   Alabama   Lumber   Co.    vs.   Director   General,    A.    &   V. 

et  al. 
12817 — West  Alamaba  Lumber  Co.  vs.  Director  General,  A.  T.  &  N. 

et  al. 
12822 — West   Alabama   Lumber   Co.    vs.    Director   General,    Sou.    Ry. 

et  al. 
September  17 — Chicago,  111. — Examiner  Wilson: 

12801 — Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
11640— Swift  &  Co.  vs.  Director  General. 
September  17 — Birmingham,  Ala. — Examiner  Carter: 

I.  and  S.  1373 — Lumber  to  Selma,  Ala.,  from  Alabama  &  Northwest- 
ern R.  R. 

12832 — Southern  Manganese  Corp.  vs.  L.  &  N. 
September   17 — Monroe,   La. — Examiner  Gault: 

12788 — Ouachita  Valley  Glass  Co.,  Inc.,  vs.  A.  &  V.  et  al. 
12875 — Southern  Carbon  Co.  vs.  Mo.  Pac.  et  al. 
September  19 — New  York,  N.  Y. — Examiner  Gerry: 

12831 — Butterworth-Johnson  Corp.  vs.  C.  R.  R.  of  N.  J. 
September  19 — Norfolk,  Va. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 

September   19 — Nashville.    Tenn. — Railroad   and   Public   Utilities   Com- 
mission of  Tennessee: 

Finance  Docket  1463 — In  re  application  of  L.  &  N. 
September  19 — Detroit,  Mich. — Examiner  Cassidy: 

12676 — The  Dow  Chemical  Co.  vs.   Pere  Marquette  et  al. 
September  19 — Chicago,  111. — Examiner  Wilson: 
12223 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 
11012 — Swift  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
September  19 — Chicago.   111. — Examiner  Bartel: 

"   10745 — National  Wholesale  Grocers'  Assn.  of  V.  S.  vs.   Director  (!>-n- 
eral,   Alabama  &  Vickshurg  et  al. 

*  10745   (Sub.   No.  1) — Southern  Wholesale  Grocers'  Assn.   vs.  Southern  . 

Ry.    et  al.      (Question    of  elimination   of  lard   compounds   and   lard 
substitutes   from    mixing  rules   covering  fresh   meats   and    packing 
house  products.) 
September  19 — Phoenix,  Ariz.— Examiner  Keene: 

12539 — Arizona  Packing  Co.  vs.  Director  General,  Arizona  Eastern. 
September   19 — York,    Pa. — Examiner  McGrath: 

12900 — Ued   Lion  Board  of  Trade  vs.  Md.   &  Pa.   et  al. 
September  19 — Monroe.  La. — Examiner  Gault: 

12880 — Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 
September  19 — Kansas  City.  -Mo. — Examiner  Kephart: 
10771 — United   Iron   Works  Co.   vs.   Director  General,   A.   T.   &  S.   F. 

et  al. 
Portions  of  Fpurth  Section  Application  701,  F.  A.  Leland  and  others. 

filed  by  various  western  carriers. 

12639 — The  B.  F.  Clay  Grain  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
Sept.  19 — Ft.  Worth,  Tex..— Examiner  Mackley: 
12844— Invincible  Oil  Co.  vs.  K.  C.  S.  et  al. 

12752 — Ft.  Worth  Freight  Bureau  vs.  Beaumont.  Sour  Lake  &  West- 
ern et  al. 
September  19 — Montgomery.   Ala. — Examiner  Carter: 

12751 — The  Sweet  Dreams  Co.  vs.  L.  &  N.  et  al. 

September    20 — Cleveland.    O. — Commissioner   Campbell    and    Kxaniinn 
Clarke: 

*  Finance  Docket  1237 — Cleveland  terminal  case. 
September  BO — New  York.  N.  Y. — Examiner  Gerry: 

I.    and    S.    1386 — Refining    in   transit    of    copper   articles    at    Laurel 

Hill,  N.  Y. 
September  20 — Kansas  City.  Mo. — Examiner  Kephart: 

I.  and  S.  1367 — Interchange  switching  at  Top«ka,  Kan. 
September  20 — Washington,  D.  C. — Examiner  Paulson: 

12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
September  20 — Ft.  Worth,  Tex. — Examiner  Mackley: 

I.   and   S.   1357 — Application   of  rate  and  min.   wt.   on   live   stock   in 
mixed  carloads. 

12757 — Texas   Livestock   Shippers'    Protective   League   et   al.    vs.   Di- 
rector General,   St.   L.   S.  W.  of  T. 
September  20 — Phoenix,  Ariz. — Examiner  Keene: 

12907 — Arizona  Cattle  Growers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
September  20— New  York,  N.  Y. — Examiner  Gerry: 

12833 — The  Kalhfleisch  Corp.  vs.  Sou.   Ry.  et  al. 

12833  (Sub.   No.  1)— The  Kalhfleisch  Corp.  vs.  C.  of  Ga.  et  al. 
September  21 — Phoenix,  Ariz. — Examiner  Keene: 

I.   and  S.  1383 — Classification  ratings  on   fresh  fruit  and  vegetables. 
September  21 — Chicago,  111. — Commissioner  Hall: 

6490 — Anson,  Gilkey  &  Hurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

8819 — West   Coast   Lumbermen's   Assn.   et  al.   vs.   Boston   &   Albany 

et  al. 
September  21 — Chicago,  III. — Examiner  Wilson: 

I.  and   S.   1361 — Switching  between  connecting  lines  and  C.  &  E.  L. 

team  tracks  at  Chicago,   111. 
September  21 — Indianapolis.   Ind. — Examiner  Cassidy: 

12792 — American  Hominy  Co.  vs.  Director  General. 

12776 — North  Manchester  Foundry  Co.  vs.  C.  C.  C.  &  St.  L. 
September  21 — Harrisburff,  Pa. — Examiner  McGrath: 

12789 — Central  Iron  and  Steel  Co.  vs.  Campbell's  Creek  Co.  et  al. 
September  21 — Helena.  Ark. — Examiner  Gault: 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director  General  and  Mo.  Pac. 

12732    (Sub.    No.    1) — Uuckeye  Veneer   Co.   vs.   Director  General   and 

Mo.  Pac. 
September  21 — I'cnsacola,    Fla. — Examiner  Carter: 

12864 — John  A.  Merritt  &  Co.  vs.  Cent,  of  Ga.  et  al. 
September  21 — Washington,  D.  C. — Examiner  Paulson: 

12739— Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 
September  22 — New  York,  N.  Y. — Examiner  Gerry: 

12781 — Wilckes.   Martin,   Wilckes   Co.   vs.   Director  General,   B.   &  O. 
et  al. 

12761 — Rosin  and  Turpentine  Export  Co..  Inc..  vs.  A.  C.  L.  et  al. 
September  22 — Hastings,  Neb. — Examiner  Kephart: 

12709 — Chamber  of  Commerce  of  Grand  Island,  Neb.,  et  al.  vs.  Aber- 
deen &  Rockfish  et  al. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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September  22 — Memphis,  Term. — Examiner  Gault: 

12750— Memphis  Freight  Bureau  for  Abston,  Wynne  &  Co.  et  al.  vs. 
Mo.  Pac.  et  al. 

September  22 — Indianapolis.  Ind. — Examiner  Cassidy: 

12718 — Capital  Warehouse  Co.  vs.  Director  General,  Grand  Trunk  of 

Canada. 

12718  (Sub.   No.  1) — Capital  Warehouse  Co.  vs.   Director  General. 
12719 — Capital  Warehouse  Co.  vs.  Director  General.  C.  &  N.  W.  et  al. 
12720 — Capital  Warehouse  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 

September  22 — Washington,  D.  C. — Examiner  Paulson: 
12760 — Clarendon  Refining  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 

September  23 — New  York,  N.  Y. — Examiner  Gerry: 

1.  and  S.  1389 — Classification  rating  on  paper  shopping  bags. 

12820 — West  Virginia  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General. 

September  23 — Indianapolis,  Ind. — Examiner  Cassidy: 

I.  and  S.  1382 — Brick  and  articles  taking  same  rates  from  Danville, 
111.,  to  Chicago  rate  points. 

September  23 — Chicago,  111. — Examiner  Wilson: 

12871 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12701 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12702 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
1270<! — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12824 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
12710 — The  Atlas  Portland  Cement  Co.  vs.  C.  B.  &  Q.  et  al. 
September  23 — Washington,  D.  C. — Examiner  Paulson: 
12845— Harry  A.  Pitts  vs.  T.  &  P.  et  al. 
12838 — Elk  Tanning  Co.  vs.  Erie  et  al. 
September  23 — Tampa,  Fla. — Examiner  Carter: 

12770— Henry  E.   Taylor  et  al.,   receivers  of  Key  West   Gas   Co.,    vs. 

Director  General,  Interstate  R.  R.  et  al. 
12769 — The   Tampa   Gas   Co.    vs.    Director  General.   Interstate   R.    K. 

et  al. 

September  23 — Williamsport,  Pa. — Examiner  McGrath: 
11157 — Central  Pennsylvania   Lumber  Co.   vs.   Director  General,    Pa. 

R.  R.  et  al. 

Sept.  23 — Dallas.  Tex. — Examiner  Mackley: 

12677 — S.  M.  Bulley  &  Sons  vs.  Director  General,  G.  H.  &  S.  A.  et  al. 
12684 — Magnolia   Petroleum   Co.   vs.    Director   General,   St.    L,    S    W. 

et  al. 

September  23 — Louisville,   Ky. — Examiner  Gault. 

11497 — Owensboro  Chamber  of  Commerce  et  al.  vs.  L.  H.  &  St.  L. 
Ry.  et  al.,  portions  of  Fourth  Section  Application  No.  1065  of 
L.  H.  &  St.  L.  Ry. 

September  24 — Tampa,  Fla. — Examiner  Carter: 
12793 — Central  Cypress  Co.  vs.  Director  General: 
12814 — Tampa  Coal  Co.  vs.  Director  General. 
September  24 — Deming,  N.  M. — Examiner  Keene: 

12961 — Arizona   Copper   Co.,    Ltd.,   vs.   Director   General,    Arizona   & 

New  Mexico  et  al. 

12542 — Arizona  Copper  Co.,  Ltd.,  vs.  Arizona  &  New  Mexico  et  al. 
September  24 — Dayton,  O. — Examiner  Cassidy: 

12846 — The  Dayton  Malleable  Iron  Co.  vs.  Kanawha  &  Mich,  et  al 
12836— The  Albert  R.  Hosteller  Co.  vs.  D.  T'.  &  C.  el  al. 
September  26 — Charleston,  S.  C. — Examiner  Keeler: 

12681 — In   re  charges  for  wharfage,   handling,   storage   and  other  ac- 
cessorial services  at  south  Atlanlic  and  gulf  ports. 
September  26 — Louisville,  Ky.— Examiner  Gault: 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General,  Mo.  Pac.  el  al. 
September  26 — Argumenl  at  Washington.  D.  C.- 

Finance  Docket  383— Application  of  Chicago,  New  York  &  Boston 
Refrigerator  Co.  for  certification  of  a  partial  payment  under  Sec- 
tion 209  of  Transportalion  Act. 

September  26^-Washington,  D.  C. — Examiner  Fuller- 
11214 — Applicalion  of  the  U.  S.  Steel  Products  Co.   et  al    under  the 
provisions  of  section  5  of  the  interslale  commerce  acl,  in  connec- 
tion with  the  ownership  and  operation   of  steamer   lines   through 
the  Panama  canal. 


September  26 — El  Paso.  Tex. — Examiner  Keene: 

I.  and  S.  1364 — Class  rates  between  El  Paso,  Tex.,  and  points  in  New 

Mexico  and  Arizona. 

11764 — In  the  matter  of  intraslate  rates  within  the  state  of  Texas. 
(Rates  between  El  Paso  and  Ft.  Bliss  and  Material  Yard,  Tex.) 


WESTERN  LIVE  STOCK  RATES 

The  plan  of  the  western  carriers  for  carrying  out  the  Com- 
mission's recommendation  in  the  Western  Live  Stock  case,  as 
evolved  at  a  conference  of  freight  traffic  officials  of  these  rail- 
roads, was  laid  before  Commissioner  Hall,  who  stopped  off  in 
Chicago,  September  8  and  9,  to  go  over  the  matter  with  members 
of  the  Western  Trunk  Line  Committee.  The  idea  of  the  carriers 
was  to  comply  with  the  decision  literally  on  all  live  stock  traffic. 
It  was  also  planned  that  the  reduced  rates  would  have  an  ex- 
piration date. 

Considerable  opposition  against  that  clause  of  the  decision 
which  suggests  50  cents  as  a  minimum  rate  on  which  to  apply 
the  20  per  cent  reduction  suggested,  developed  at  the  conference 
of  carriers  last  week.  Representatives  of  the  live  stock  markets 
along  the  Missouri  River  and  at  South  St.  Paul,  said  that 
this  would  put  a  premium  on  the  long-haul  markets.  It  was 
pointed  out  that,  in  addition  to  the  higher  freight  rate,  the 
market  price  of  live  stock  at  Chicago  reflected  the  better  mar- 
keting conditions  of  that  city  and  that  a  reduction  in  freight 
rates  to  that  point  from  western  producing  points  from  which 
the  rates  to  the  nearer  markets  would  fall  under  the  minimum 
would  result  in  a  deflection  of  shipments  to  the  further  market. 
The  disturbance  of  many  rate  relations  was  also  predicted.  It 
was  stated  that  from  Grand  Junction,  Colo.,  for  example,  to  Sioux 
City,  the  new  rate  might  be  made  50  cents,  whereas  the  Denver 
rate  would  be  retained  at  the  50-cent  rate  as  at  present,  in  spite 
of  the  fact  that  Grand  Junction  is  at  a  much  greater  distance 
from  the  market. 

The  fact,  according  to  the  railroad  men,  that  these  argu- 
ments had  all  been  laid  before  the  Commission  at  the  time  of 
hearing,  and  that,  in  spite  of  them,  the  50-cent  minimum 
was  included  in  the  decision,  gave  the  carriers  no  course  except 
to  follow  the  decision  in  that  respect. 

After  the  two-day  conference  with  Commissioner  Hall  it 
was  announced  that  the  Western  Trunk  Lines  would  proceed  to 
publish  rates  on  live  stock  in  conformity  with  the  Commission's 
decision  in  Docket  12146.  These  rates  will  be  made  effective 
as  soon  as  practicable,  probably  on  or  about  September  20,  and 
will  expire  December  31,  1921. 


CAMBRIA    AND     INDIANA    NOTES 

The  Cambria  &  Indiana  Railroad  Co.  has  been  authorized  by 
the  Commission  to  issue  a  one-year  7  per  cent  promissory  note 
for  1500,000,  which  is  to  be  sold  at  not  less  than  99  per  cent  of 
par  and  accrued  interest  and  the  proceeds  applied  towards  the 
payment  of  $800,000  of  2-year  gold  notes.  The  carrier  was  au- 
thorized to  pledge  as  collateral  $750,000  of  6  per  cent  general 
mortgage  bonds. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  A  Counsellor 

Bate  Analysis — Claims 

Transportation  971  SPITZER  BLDQ. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  State, 

Interstate  and  Foreign  Commerce 


OEOBQE  N.  BROWN 


OIOBQE  L.  BOTLI 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Southern  Bulldinf,  Wuhinfton.  D.  C 

Telf  nhome  Main  2702 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vice-President,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-  Examiner.  Inter- 
State  Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


CHAS.  E.  COTTERILL 
COMMERCE  COUNSEL 

Suite     1120    Hurt    Building 

ATLANTA,  GA. 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  Bxunlner,  Interstate 
Commerce  Commission,  and  prior  thereto  engaged  In  tb« 
practice  of  law  at  Louisville,  Ky.) 

Special  attention  to  matter*  before  the  Interstate 
Commerce  Commission,  Income  Tax  Unit,  Federal 
Trade  Commiwion,  United  State*  Shipping  Board, 
Federal  Court*. 

701-706  WOODWARD  BLDQ.,  WASHINGTON 


Wilbur  LaRoe,  Jr. 


Southern  Building        Washington,   D.  C. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty    Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 


Sr|it<-lllhiT    IV,     1921 


'IIIIC    TRAFFIC    WORLD 


529 


TABLE  OF  CONTENTS 


EDITORIAL 


action   wanted    ......................................     533 


CURRENT  TOPICS   IN   WASHINGTON 

'I'll'     ia\    |  .....  '1:1111     S;irul    and    ^rav.l    I  .....  linn  figures  —  Compo- 

liim    IM'IM    i'.,n  ruilnrllt       ('Irvrlaml     Iriminal  pHil>li<ni 

lalioU     I>V     Ktalr.S 


537 


DECISIONS  OF  THE  COMMISSION 

In    rr   Srrti.ni   ::   of   liUrr.statr   Cnmiuriee     \>i    as   ninended   by 

Section  4(15  of  Transportation  An;   ex  partr  7li;  rrnlit    rule 

lor  exporl  traffic  (63  i.  C.  C.,  :i7.i  ::MD 539 

!•:.   Trim.    Packing  Co.    vs.   Southern  et  al.;  case  11552;  cattle, 

sheep  and  lu>ns  1 1;:;  I.  C.  c..  ;!iL'-::::i;)  540 

1'r.i    Bros.    Manufacturing  Co.   vs.    Ft.   S.   &   W.    et  al.;    case 

11306;  ropra  c.ii  (i;:;  I.  c.  ,  i;>  540 

Michigan    KiuMers'   Snpph    CM.   vs.   ( i.   T.  of  Can.;  case  11427; 

1    «•<::   1.   C.   C..  349  350) 540 

I'lijolm  CM.   vs.  U.  T.  W.  et  al.;  case    HxsT;  drugs  and  medl- 

.uirs    H13  I.   C.  C.,   371-373) 540 

Cairo   Assn.  in'  Commerce   vs.   C.    Si.    I'.    M     ,V:   O.   et  al. ;   case 

11539;  lumber,  etc.  (i;::  i.  C.  <•'.,  3n  1-353) 540 

Parkersburg  Kig  and   Krrl  Co.   vs.    I :.   \-   O.  et  al.;  case  11733; 

la luir.it ion  in  transit  (G3  I.  O.  C.,  363-366) 541 

American    Hominy   Co.;    second    industrial    railways   case;    No. 

1181  and  I.  and  S.   m  <i;:;  i.  c.  c.,  31D-322) 541 

.Newcastle   At   Ohio   Kivcr   Ky.   Co.;   second  industrial   railways 

case;  No.   11 M  and  I.  and  S.  414  (03  I.  C.  C.,  305-309) 541 

ISerlin    .Mills    Ky.;    second    industrial    railways   case;    No.    4181 

and  1.  and  S.    Ill  (03  1.  C.  C.,  313-318) 541 

Albers   Bros.    Milling   Co.    vs.    Director   General;    case    11768; 

refuse  cane  molasses  (63  1.  C.  C.,  384-386) 541 

Keeves   Coal   and  Dock  Co.    vs.   Director  General;   case   11827; 

i   demurraBe  (63  I.  C.  C.,  387-388) 541 

\Valrath   it  Sherwood  Lumber  Co.  vs.  Director  General;   case 

11  US;  corn  (03  I.  O.  C.,  347-348) 542 

Marble  clin*  Quarries  Co.  vs.  P.   C.  C.  &  St.   L.;   case  11199; 

rriishrd  stone  switching  (63  I.  C.  C.,  339-341) 542 

Armour  cV  Co.  vs.  Krie  et  a  I.;  case  11794;  soda  ash  and  caustic 

la  (63  I.  C.  C.,  369-370)    542 

Kaufman,  David.  .V  Sons  Co.  vs.  Director  General;  case  11765; 

scrap  iron  (63  I.  C.  C..  367-368) 542 

l-arlcde  Steel  Co.  vs.  C.  &  A.  et  al.;  case  115G4;   fuel  oil    (63 

I.  C.  C.,  3S1-383)    542 

Swift  &   Co.   vs.   Director  General;   case  11438;   dressed  hogs 

(63  I.  C.  C..  389-392)    ".     542 

Koeiiig.  1'..  Coal  Co.  vs.  Hocking  Valley  et  al.;  case  11964; 
also  11964  (Sub.  No.  1),  Same  vs.  Louisville  &  Nashville 

II.  K.   CM.   rt    al.;   11964    (Sub.   No.   2),   Same  vs.   Chesapeake 
&  Ohio  Ky.  Co.  et  al.;  11964   (Sub.  No.  3),  Same  vs.  Toledo 
&  Ohio  Central  Ky.  Co.  et  al.;  1UI64   (Sub.  No.  4),  Same  vs. 
l-eliigh   Valley  K.  R.  Co.  et  al.;  coal  (63  I.  C.  O.,  392-395)...     542 

.Mill;  and  cream  shipments;  minimum  requirement  on  L.  C. 
U;  I.  and  S.  1331  (63  I.  C.  C..  448-449)  542 

Benton  Coal  Mining  Co.  vs.  C.  ]i.  &  Q.  et  al. ;  case  11984; 
also  11859,  Franklin  County  Mining  Co.  vs.  C.  B.  &  Q.  et  al  ; 
ear  service  (63  I.  C.  C.,  396-400)  542 

Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St.  L,.  et  al. ;  case  11674; 
car  service  (63  I.  C.  C.,  401-404) 543 

Board  of  Railroad  Commissioners  of  the  State  of  Iowa  et  al. 
vs.  Director  General,  A.  T.  &  S.  F.  et  al.;  case  10878;  grain 
and  grain  products  (63  I.  C.  C.,  405-412) 543 

Superior  &  Southeastern  Ry.  Co.  vs.  Director  General,  C.  St. 
P.  -M.  &  O. ;  case  11850;  per  diem  charges  (63  I.  C.  C., 
431-433) 543 

Atlas  Portland  Cement  Co.  vs.  Central  Vermont,  Director 
General  et  al.;  also  11110,  covering  destinations  on  the 
Central  Vermont,  and  Sub.  numbers  1  to  8,  covering  des- 
tinations on  the  Boston  &  Albany,  Bangor  &  Aroostook, 
-Maine  Central,  Rutland,  N.  Y.  N.  H.  &  H.,  Boston  &  Maine, 
N.  Y.  C.  and  Central  New  England,  respectively;  cement 
(63  I.  C.  C.,  420-430)  543 

Consumers  Ice  Co.  et  al.  vs.  Director  General.  Pere  Mar- 
qu.tt.  ;  case  11263;  also  10957,  Consumers  Ice  Co.  vs.  Same 
and  11N73.  Collins  Northern  Ice  Co.  vs.  Director  General; 
Ice  (63  I.  C.  C..  413-416)  544 

Monsanto    Chemical    Works    vs.     Southern    Pacific,    Director 
General  et  al.;  case  11434;  also  11434  (Sub.  No.  1),  Same  vs. 
Canadian    Pacific,   Director  General  et  al.;  and  11435,   Same 
vs.   Wabash,  Director  General  et  al. ;  tea  waste  (63  I.  C.  C. 
117-119) 544 
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A  chance  for  Henry  Ford — Why  a  merchant  marine? — A  de- 
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MISCELLANEOUS  TRAFFIC   DECISIONS 

Cases  decided  by  state  and  federal  courts 

LOSS  AND   DAMAGE   DECISIONS 

Cases  decided  by  state  and  federal  courts 

SHIPPING  DECISIONS 

s  decided  by  state  and  federal  courts 

LOSS   AND    DAMAGE   CLAIMS— By   C.   H.   Dietrich 

QUESTIONS  AND  ANSWERS 

Legal  and  practical  questions  answered  by  experts 

NEW  COMPLAINTS 

Digests  of  petitions  filed  with  the  Commission 
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MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  BIdg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  BIdg.    Phone  X3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  BIdg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salic  St.,  Chicago,  III.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


September  17,  1921 
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Wetzel  Drop  Front 
Tariff   Files 

(PATENTED) 

The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  REQUIRED 
Efficient  Convenient  Simple 


USED    BY 
Chicago    Tribune    Co. 

The    Flfischmann   Transportation   Co.,   N.   Y. 
B.    F.    Sturtevant   Company,   Boston 
Columbia    Graphophone    Co.,    Bridgeport,    Conn. 
Dill   &   Collins  Co.,   Philadelphia 
Union    Steel    Castings    Company,    Pittsburgh 
The    American    Ship    Building    Co.,    Cleveland 
The    Whitaker   Paper    Company,    Cincinnati 
Ford    Motor    Company,    Detroit 
Midwest    Engine    Company,    Indianapolis 
Milwaukee   Corrugating   Co.,   Milwaukee 
Sinclair  Oil  and   Gas  Company,  Tulsa,   Okla. 
Gooch    Milling   &    Elevator   Co.,    Lincoln,   Neb. 
San    Francisco   Chamber   of    Commerce 
North'n    Grain    &    Wareh'se    Co.,    Portland,    Ore. 
Washburn-Crosby    Co.,    Minneapolis 
Continental   Portland    Cement   Co.,   St.    Louis 
El  Paso  Chamber  of  Commerce,  El  Paso,  Tex. 
Woodward,    Wight   &    Co.,    Ltd.,   New    Orleans 
Price  Bros.  &  Co.,  Ltd.,  Quebec,  Canada 
Southern   Pacific  Lines,   Chicago 


-Tl— Top    Section 


-T2— Tariff  Me 

Section  with 
24  —  2  Inch 
I>rop  Front 
Drawers. 


-T 3— T  »  r  1  ff  file 

Section  with 
16  —  3  Inch 
Drop  Front 
Drawers. 


-T5— 8  1 1  d  1  n  t 

Shelf  S  e  o- 
tlon. 


-T4— T  a,  r  Iff  file 
Section  with 
12  —  4  Inch 
Drop  Front 
Drawers. 


-T6 — Two  -  drawer 
Storage  Sec- 
tion. 


-T7— 8  a  n  1  t*ry 
Base  Sec- 
tion. 


A  STACK  OF  WETZEL  DROP  FRONT  TARIFF  FILE  SECTIONS 

(Measuring  outside  45  inches  wide,  57%  inches  high  and  13  inches  deep) 

Start  with  any  number  of  sections  and  build  up  as  your  requirements  grow 

P.  A.  WETZEL  COMPANY 


MANUFACTURERS 


Salesroom: 

1351   Marquette  Building,  Chicago 

Telephone:  Central  2845 


Address  all  correspondence  to 

General  Office  and  Factory: 
Springfield,  Illinois 
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The  book  that  the  entire  commercial  world  has  been  waiting  for 

Laws  governing  the  settlement  of 

Claims  Against  Common  Carriers 


for 


Loss,  Damage,  Injury,  and  Delay 


to 


Property  Transported  in  Interstate  and  Foreign  Commerce 

entitled 

" Limitation  of  Common  Carrier's  Liability" 

Covers  all  questions  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  status 
of  carriers'  liability,  and  validity  of  limited-liability  clauses  in  bills  of  lading  under  Section  20  of  the  Inter- 
state Commerce  Act,  as  developed  by  the  "Carmack  Amendment,"  and  the  first  and  second  "Cummins 
Amendments."  The  purpose  of  the  work  is  to  state  the  present  law  governing  every  proposition  involv- 
ing  carriers'  liability  in  a  manner  that  is  readily  understandable  in  its  application  to  everyday  problems. 

All  legal  works  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of  shippers  and 
carriers  have  been  rendered  obsolete  by  the  interpretation  and  construction  of  Section  20  of 
the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court. 


inches 


Bound  in  law  buckram. 


The  only  up-to-date,  complete  and  authoritative  work  on  this 
very  important  and  much-misunderstood  subject.  Affects 
every  shipper  and  carrier  in  the  United  States,  whether  large  or 
small.  Treats  fully  the  many  leading  decisions  of  the  United  States 
Supreme  Court  governing  this  subject,  including  the  following  con- 
trolling cases:  McCaull-Dinsmore  Co.,  Primrose,  Lockwood,  Hart, 
Piper,  Riverside  Mills,  Croninger,  Dettlebach,  Prescott,  Starbird,  Olivit 
Bros.,  Carl,  Harriman  Bros.,  Blish  Milling  Co.,  Burke,  Pierce  Co., 
Rankin,  Robinson,  Ward,  Leatherwood,  Cramer,  Sealy,  Neiman- 
Marcus  Co.,  Hooker,  Reid,  Collins  Produce  Co.,  etc. 

A  few  of  the  important   subjects    treated: 


This  work  is  an  absolute  necessity  in  the  proper  settlement  of  claims  against  railroads,  express 
companies,  steamship  lines,  and  other  common  carriers,  and  is  of  exceedingly  great  value  to  business  execu- 
tives, chambers  of  commerce,  railroad  officials,  claim  agents,  lawyers,  traffic  managers,  shipping  clerks,  etc. 

The  work  contains  a  comprehensive  ANALYSIS,  a  lucid  and  authoritative  SUBJECT-MATTER  with 
copious  notes  and  complete  citation  of  cases,  a  detailed  INDEX,  and  a  complete  TABLE  OF  CASES. 

The  work  is  printed  on  the  highest  quality  of  paper,  and  the  style  of  printing  used  provides  maximum 
legibility,  being  clear,  large  type.  425  large  pages  of  size  7%  in.  x  /03/4  in.  Bound  in  law  buckram. 

For  differentiation  purposes  the  Analysis  is  printed  on  pink  paper,  the  Subject-Matter  on  white  paper,  the 
Index  on  green  paper,  and  the  Table  of  Cases  on  yellow  paper.  The  mechanical  construction  and  color 
scheme  of  the  work  is  both  original  and  unique.  IT  SAVES  TIME,  LABOR  AND  MONEY. 


PRICE,  $7.50 


per  copy  from  publisher,  or  at  any  book  dealer. 
PLACE  ORDER  AT  ONCE  AS  PRESENT  EDITION 


IS   LIMITED. 


TRAFFIC  LAW  SERVICE  CORPORATION, 


S.  W.  Corner  Adams 
and  La  Salle  Streets 


CHICAGO,  ILL. 
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RAILROAD    ACTION    WANTED 

We  can  understand  how  the  Interstate  Commerce 
Commission,  under  the  law,  might  reduce  freight  rates 
on  this  or  that  commodity,  or  even  pretty  generally,  on 
he  theory  that  reductions  would  result  in  more  tonnage 
and  thus  more  revenue  for  the  railroads — though  we  do 
net  believe  and  we  have  understood  that  the  Commis- 
sion did  not  believe  that  a  general  reduction  would  have 
that  result;  we  can  understand  how  the  Commission, 
desiring  to  help  business  by  reducing  rates,  might  even 
evade  the  issue  of  the  effect  of  high  rates  on  tonnage  and 
reduce  the  rates  without  saying  anything  about  result- 
ing revenue,  leaving  it,  perhaps,  to  be  understood  that  it 
believed  the  effect  would  be  to  improve  the  business  of 
the  carriers ;  but  we  do  not  understand  how,  under  the 
law,  the  Commission  can,  in  reducing  rates,  justify  itself 
in  the  use  of  language  like  the  following  in  its  announce^ 
mcnt  of  its  action  in  granting  authority  to  the  carriers 
to  reduce  western  live  stock  rates :  "It  is  the  hope  of 
the  Commission  that  the  reduced  rates  will  prove  of 
material  benefit  to  the  western  live  stock  raisers,  who 
have  been  heavily  affected  by  the  rapid  decline  in  live 
stock  prices  since  July,  1920.  The  amount  of  reduction 
in  the  annual  revenue  which  will  result  is  not  definitely 
known,  but  has  been  estimated  to  be  upwards  of  $10,- 
000,000." 

Here  is  a  case  in  which  there  was  no  showing  that 
a  reduction  in  rates  would  result  in  increased  tonnage 
or  revenue.  On  the  contrary,  the  Commission  estimates 
at  $10,000,000  a  year  the  amount  of  the  revenue  rcduc- 
ti"ii.  There  was  a  showing  that  the  present  rates  were 
reasonable.  And  yet  the  Commission,  to  help  the  live 
stock  industry,  reduces  the  rates.  Where  does  it  get 
its  mandate  to  exercise  this  watchfulness  over  the  wel- 
fare of  the  live  stock  business?  And  if  it  is  to  be  the 
guardian  of  that  business,  why  not  of  other  business? 

\Ye  are  not  attempting  to  say  that  the  reduction  in 


live  stock  rates  was  not  justified,  but  we  arc  saying  that 
the  Commission  has  shown  it  to  be  justified.  It  has, 
in  our  opinion,  gone  entirely  outside  its  jurisdiction.  It 
may  be  urged  that  the  provision  of  the  law  requiring 
the  Commission  to  make  rates  so  that  the  carriers  as 
a  whole  may  earn  five  and  a  half  or  six  per  cent  is  a 
bar  to  proper  action  by  the  Commission  in  view  of 
the  economic  situation.  It  may  also  be  urged  that  the 
Commission  or  someone  else  should  have  power  to  see 
to  it  that  railroad  rates  are  so  made  that  the  carriers 
shall  bear  their  proper  part  in  the  work  of  price  read- 
justment that  is  going  on.  But  the  fact  remains  that 
the  law  does  require  the  Commission  to  assure  the 
carriers,  as  nearly  as  may  be,  the  return  mentioned,  and 
that  the  Commission  is  not  charged  with  the  function  of 
bringing  about  a  return  to  business  normalcy. 

To  be  sure  the  Commission  did  not  actually  order 
the  reduction  in  western  live  stock  rates.  Perhaps  the 
very  considerations  we  have  been  setting  out  deterred 
it  from  doing  so.  But  it  did  recommend  the  reduction. 
The  carriers  took  its  recommendations — as  usual — 
much  the  same  as  an  order  and  acted  accordingly  and 
with  promptness.  The  Commission  then  approved  their 
action.  Its  purpose  and  feeling  are  plain. 

We  realize  that,  by  thus  insisting  on  the  limita- 
tions that  should  bind  the  Commission,  we  are,  in  a  way, 
playing  into  the  hands  of  those  who  would  have  the 
making  of  rates  subject  to  administration  policy  and 
make  the  Commission  an  agent  of  the  President  and  his 
cabinet.  Surely,  it  may  be  argued,  there  should  be  power 
somewhere  to  see  to  it  that,  in  the  present  circumstances, 
when  business  is  readjusting  itself,  the  carriers  should 
be  compelled  to  play  their  part  and  carry  their  share 
of  the  burden,  instead  of  being  assured  by  law  of  a  net 
income  of  five  and  a  half  per  cent.  But  insisting  that 
the  law  be  observed  does  not  mean  that  it  might  not 
or  should  not  be  changed.  It  might,  for  instance,  be- 
well  to  endow  the  Commission  with  the  power  it  has 
not  now,  but  which  it  is,  nevertheless,  apparently 
attempting  to  exercise.  But  we  think  a  better  way  to 
meet  this  situation — which  is  temporary — is  for  the  car- 
riers themselves  to  take  hold  of  the  matter  in  an  ag- 
gressive way,  to  show  some  appreciation  of  conditions, 
and  to  display  some  initiative. 

As  things  are  now,  there  appears  to  be  no  policy 
on  the  part  of  the  carriers  except  to  keep  what  they 
have,  to  quote  the  law  as  their  reason  when  they  fail 
or  refuse  to  make  rate  reductions  demanded  by  hard- 
pressed  business,  and  to  "pass  the  buck"  to  the  Commis- 
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Gl  LF,  MOBILE  4  HOBTHEBU 
RAILROAD 

AND   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C.  & 
St.  L.  R.  R.,  via  Jackson,  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La. ;  diverging: 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


LEAVE: 

Jackson,    Tenn. 
New  Albany,  Miss. 
ARRIVE: 
Meridian 
Mobile 

New   Orleans    (N.   O.    &   N.   E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


SOUTHBOUND 

TRAIN      TIME 

71 
71 


4:30  p.  m. 
12:30  p.  m. 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

53  5:40  a.  m.  2nd  day 

55  5:30  p.  m.  2nd  day 


MILES 

0 

83 

261 
409 
443 
528 


LEAVE: 

Shreveport  (A.  &  V.-V.  S.  &  P.) 
New   Orleans    (N.   O.    &   N.   E.) 
Mobile 
Meridian 
ARRIVE: 
New    Albany 
Jackson,    Tenn. 


NORTHBOUND 


52  3:00  p.  m. 

52  9:40  p.  m. 

72  10:00  p.  m. 

30-72  *7:35  a.  m. 

72     *12:30  a.  m.  2nd  day 

72       '8:00  a.  m.  2nd  day 

*next    day 


shipments    regardless   of   the   commodity. 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  SB  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Sou.  Pac.  S.  S.  Line  (Morgan  Line),  care  S.  D.  &  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  railway  agent,  or  address: 

SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


D.  W.  PONTIUS,  General  Manager 

F.  B.  DORSEY.  Assistant  Traffic  Manager 

A.  D.  HAQAIf  AN,  District  Freight  and  Passenger  Agent 
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sion  at  every  opportunity.  Technically,  the  carriers  are  against  them.  It  is  likely  to  take  form  in  legislation 
within  their  rights  and  if  they  wish  to  continue  to  be  if  nothing  is  done  to  satisfy  it.  A  forward  move  such 
lervants,  charged,  so  far  as  their  responsibility  is  con-  as  we  suggest  would,  we  believe,  avail  much. 


i-emed,  merely  with  the  routine  of  operation,  they  are 
taking  the  right  course.  But  to  us  it  would  seem  that 
there  is  an  opportunity  here  for  the  railroads  to  rise 
nut  of  the  mire  that  has  so  long  engulfed  them  and,  even 
at  the  loss  of  some  present  revenue,  to  which  they  may 
lie  absolutely  entitled,  achieve  a  place  in  public  esteem 
that  they  ought  to  covet  and  that  would  mean  more  than 
a  few  present  dollars  to  them. 

It  is  a  fact  that  business  is  in  a  parlous  state.     It 
is  a  fact  also  that  the  carriers,  though  they  are  not  earn- 


Aside  from  this  broad  economic  effect  that  we  have 
pointed  out,  we  should  like  to  sec  the  carriers  adopt 
some  such  policy  if  only  to  prove  that  they  have  not 
lost  all  their  initiative  and  are  still  capable  of  thinking 
in  terms  of  wisdom.  We  find  a  strange  lethargy  on  their 
part — a  disposition  to  let  things  take  their  course  and  a 
lack  of  appreciation  of  causes  and  results.  It  would  be 
expected,  for  instance,  that  the  carriers  who  complain 
much  of  their  high  cost  of  operation,  the  chief  item 
in  which  is  labor,  would  advocate  the  abolition  of  the 


ing  what  they  should  earn  to  entitle  them  to  be  called  u.  S.  Labor  Board,  which  undoubtedly  is  responsible  for 
prosperous,  nor  what  the  law  intends  they  shall  earn,  keeping  the  price  of  railroad  labor  at  a  figure  far  higher 
are,  nevertheless,  earning  something,  the  figures  show-  than  the  wage  of  similar  labor  in  other  industries.  Yet 
ing  constant  improvement;  and  it  is  also  a  fact  that,  if  we  find  among  railroad  officials  a  wide  sentiment— 
the  law  is  observed,  they  are  assured  of  a  continuance  more  or  less  covertly  expressed — in  favor  of  retaining 
of  present  earnings,  or  better,  through  adjustment  of  the  board,  the  fear  being  that  without  it  there  would  be 
rates  by 'the  Commission.  It  does  not  seem  exactly  fair  strikes  or  other  labor  trouble.  In  other  words,  these 
that  they  should  rest  under  such  protection  while  other  executives  prefer  to  operate  under  false  economic  condi- 
business  struggles  for  its  life.  Why  would  it  not  be  tions  and  pass  the  cost  on  to  the  public,  than  to  stand 
wise  policy  for  the  carriers  publicly  to  avow  that  view  on  their  own  feet  and  battle,  without  government  pro- 
and  voluntarily  move  to  reduce  rates  where  they  are  tection,  for  a  return  to  normal  conditions, 
so  high  as  to  work  hardship,  even  though  they  may  be  We  find  also  a  considerable  sentiment  among  rail- 
reasonable  in  a  transportation  sense,  and  even  though,  foaj  officials  for  the  retention  of  the  rate-making  see- 


to  reduce  them,  means  a  loss  of  revenue  for  the  carriers  ? 
The  carriers  could  do  this  of  their  own  volition  where, 
in  our  opinion,  it  would  be  improper  for  the  Commission 
to  order  them  to  do  so.  They  would  have  little  trouble 
in  accomplishing  the  reductions,  for  the  Commission,  in 


tion  of  the  transportation  act,  under  which  the  Commis- 
sion is  instructed  to  make  rates  so  that  the  carriers,  as  a 
whole,  shall  have  a  net  return  of  five  and  a  half  or  six  per 
cent  on  their  valuation.  We  believe  this  sentiment  may 
influenced  by  the  directors  or  stockholders,  who  see 


what  appears  to  be  its  present  frame  of  mind,  would  only  the  immediate  dollar,  but  it  is  there,  nevertheless, 

doubtless  co-operate.    The  result  would  be,  we  believe,  an(j  it  does  not  reflect  credit  on  the  railroads  among 

a  temporary  check  in  the  rising  fortunes  of  the  carriers ;  those   who   be]ieve    this    section    is    interfering   with    a 

a  preservation  of  the  Commission  and  present  methods  proper  adjustment  of  rates  in  accordance  with  present 

of  regulating  rates,  instead  of  a  possible  change  to  a  Business  conditions. 


method  that  would  place  the  making  of  rates  directly 


In  other  words,  we  should  like  to  see  an  attempt 


under  the  head  of  the  political  party  in  power;  an  ap-  by  the  railroad  executives  to  bring  about  a  revival  in- 
preciable  help  in  the  restoration  of  business  to  sound  stead  of  wajting  for  a  miracle  or  sitting  idly  by  and 
condition ;  and  an  appreciation  of  the  carriers  by  the 


public  that  they  have  never  had  before  and  that  they 
very  much  need. 

We  have  taken  the  position  in  the  controversy  of  the 
last  few  months  that  a  general  reduction  in  freight  rates 
would  not  cause  business  to  move  in  appreciably  greater 
volume  and  that  the  carriers  were  entitled  to  what  lit- 
tle revenue  they  were  earning,  it  being  proper  and  need- 
ful that  we  keep  our  transportation  machine  going  that 
commerce  might  continue.  We  have  not  changed  our 
position.  But  the  revenues  of  the  carriers  are  improv- 
ing. They  have  improved  from  the  deficit  of  last 
January  and  February  to  over  four  per  cent  for  July. 
That  is  not  enough,  but  it  is  perhaps  sufficient  to  justify 
a  little  broader  view  of  things.  We  think  it  would 
justify  the  policy  on  the  part  of  the  carriers  that  we 
are  now  suggesting.  We  believe  that  if  that  policy 
would  not  be  economically  wise  it  would  at  least  be 
politically  expedient,  for  we  believe  that,  unless  some- 
thing like  it  is  adopted,  the  carriers,  as  well  as  others, 


blaming  their  condition  on  others.  They  have  been 
entitled  to  sympathy,  but  perhaps  they  have  had  too 
much  of  it.  We  read  a  story  not  long  ago  of  a  young 
American  soldier  who  came  home  wounded  after  a  bril- 
liant record  in  France.  He  was  the  village  hero  and 
everybody  sympathized  with  him  for  the  loss  of  his 
arm.  They  sympathized  with  him  so  much  that  he  tried 
to  live  on  it.  He  pitied  himself  and  did  not  try  to  sup- 
port himself.  He  became  the  village  loafer.  Then  his 
sweetheart  showed  him  what  a  mistake  he  had  made 
and  he  reformed.  Perhaps  the  railroads  need  such  a 
jolt.  They  lost  an  arm  in  the  war,  but  that  is  no  reason 
why  they  should  not  work  with  the  other  one  and  with 
their  head.  The  world  loves  a  worker  and  hates  a 
loafer— even  a  loafer  that  has  had  real  hard  luck. 


MISSISSIPPI   CENTRAL  ABANDONMENT 
The  Mississippi  Central  Railroad  Company  has  been  author- 
ized by  the  Commission  to  abandon,  on  or  after  January  20,  1922, 
its  branch  line  of  railroad  extending  in  a  southerly  direction  from 


will  have  cause  for  regret.     Public  sentiment  which  was,  Hattiesburg,  Miss.,  a  distance  of  11.74  miles,  and  1.89  miles  of 

.   ,6          ,.  ,.  ..  railroad  in  Hattiesburg  leased  from  the  Gulf.  Mobile  &  Northern, 

during  the  war  and  for  a  time  afterwards,  sympatheti  ™fl  tQ  acquire  control,  by  lease,  of  the  Hattiesburg  branch  of 

towards  the  railroads,  is  now,  right  or  wrong,  setting  the  Gulf,  Mobile  &  Northern. 
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FREIGHT  RATE  INVESTIGATION 

The   Traffic    World    Washington   Bureau 

No  action  has  been  taken  by  the  Commission  on  the  sug- 
gestion made  in  July  by  the  Southern  Traffic  League  "that  it 
would  be  in  the  public  interest  for  the  Commission  to  institute, 
of  its  own  motion,  a  comprehensive  investigation  into  the  relation 
between  freight  rates  and  trade  depression  with  a  view  to  the 
effective  application  of  such  conclusions  as  may  be  reached." 
(See  Traffic  World,  July  16,  p.  104.) 

Acknowledgment  of  the  receipt  of  the  League's  letter  to 
former  Chairman  Clark  was  made  by  Director  Hardie,  of  the 
bureau  of  traffic,  who  said:  "The  matter  in  issue  is  being  inves- 
tigated and  considered  by  the  Commission  and  you  will  be  ad- 
vised in  the  premises  as  soon  as  possible." 

Officials  of  the  Commission  said  no  action  had  been  taken 
by  the  Commission  looking  to  favorable  or  unfavorable  action 
on  the  matter.  The  belief  was  expressed  that  there  probably 
would  be  nothing  done  until  October,  when  all  the  members  of 
the  Commission  will  be  in  Washington. 

The  officers  and  members  of  the  board  of  governors  of  the 
Southern  Traffic  League,  in  their  representations  to  the  Com- 
mission in  support  of  their  suggestion  for  a  formal  investiga- 
tion, said  it  appeared  that  the  President,  several  members  of 
the  Cabinet  and  a  number  of  prominent  senators  and  congress- 
men, and  others,  were  of  the  opinion  that  a  downward  revision 
of  rates  would  greatly  stimulate  business  while,  on  the  other 
hand,  it  appeared  that  members  of  the  Commission,  railroad 
executives,  some  senators  and  congressmen,  and  others,  held 
the  view  that  such  a  downward  revision  of  rates  would  spell 
ruin  for  the  carriers,  would  not  stimulate  business,  and  prob- 
'  ably  would  so  decrease  the  purchasing  power  of  the  carriers  as, 
in  effect,  to  curtail  still  further  the  general  volume  of  trade 
activity.  The  issue  thus  raised,  they  said,  was  that,  with  rail- 
road revenues  inadequate,  freight  rates  were  on  a  high  pinnacle, 
and  the  question  was  whether  comprehensive  reductions  in  such 
rates  would  increase  railroad  earnings  by  a  stimulation  of  busi- 
ness. They  said  that  while  the  Commission  had  conducted  a 
vast  correspondence  on  the  subject,  it  had  proceeded  informally 
with  the  result  that  no  definite  and  binding  determinations  have 
been  developed. 

"It  would  seem  as  though  the  whole  controversy  resolves 
itself  into  questions  of  fact  readily  susceptible  of  accurate 
proof  and  determination,"  the  officers  and  governors  of  the 
League  said.  "If  it  appear  in  a  given  instance  that  no  permis- 
sible reduction  in  freight  rates  could  appreciably  affect  the  cur- 
rent prices  'being  paid  by  consumers,  that  would  end  the  dis- 
cussion so  far  as  that  instance  is  concerned.  If,  on  the  other 
hand,  it  were  to  appear  from  competent  evidence  that  material 
reductions  in  rates  in  given  instances  would  undoubtedly  stimu- 
late movements  which  do  not  now  exist  and  which  would  not 
displace  other  movements  that  do  exist,  surely  the  determina- 
tion of  those  facts  would  lead  to  prompt  activity  in  the  way  of 
downward  revisions. 

"But  the  determination  of  these  questions  of  fact  can  hardly 
be  accomplished  in  an  altogether  decisive  and  satisfactory  man- 
ner by  correspondence  or  even  conferences.  Those  remedies 
merely  provoke  adverse  contentions  because  of  a  lack  of  defi- 
niteness  in  the  conclusions  of  fact,  and  lead  to  disagreements 
of  general  nature  rather  than  specific  determination  of  correct 
nature. 

"Hence,  after  mature  deliberation  and  study,  and  without 
any  consequential  differences  of  opinion,  the  members  of  the 
Southern  Traffic  League  have  directed  the  officers  and  Board 
of  Governors  thereof  to  lay  before  the  Commission  the  serious 
suggestion  that  it  would  be  in  the  public  interest  for  the  Com- 
mission to  institute,  of  its  own  motion,  a  comprehensive  inves- 
tigation into  the  relation  between  freight  rates  and  trade  de- 
pression with  a  view  to  the  effective  application  of  such  con- 
clusions as  may  be  reached. 

"The  belief  prevails  that  such  an  investigation  would  sus- 
pend and  largely  put  at  rest  the  controversy  that  is  now  wag- 
ing. Buring  the  necessary  period  of  investigation  it  is  quite 
possible  that  changes  in  conditions  may  arise  that  would  have 
an  important  bearing  on  the  conclusions  reached.  Such  an  in- 
vestigation would  afford  a  convenient  and  orderly  method  of 
threshing  out  the  issues  of  fact  and  might,  conceivably,  promote 
a  more  healthy  accord  between  carriers  and  shippers  at  this 
critical  time.  It  would  remove  the  suggestion  of  partiality  and 
sectionalism  which,  unfortunately,  has  arisen;  it  would  diminish 
the  volume  of  political  discussion  of  the  question;  it  would  sup- 
press extreme  contention  and  resolve  the  controversy  into  a 
more  orderly  and  quasi-judicial  determination  of  mere  questions 
of  fact. 

"The  institution  of  such  an  investigation  might  well  be  di- 
vided in  territorial  scope  and  be  conducted  simultaneously  in 
different  parts  of  the  country.  At  first  it  might  seem  as  though 
such  an  investigation  would  open  the  floodgates  of  general  de- 
mand for  reduced  freight  rates;  but  mature  reflection  will  lead 
to  the  conviction  that  it  will  have  the  opposite  effect  and  will 
effectively  quiet  those  whose  contentions  cannot  stand  the  test 


of  judicial  scrutiny  but  at  the  same  time  would  provide  an 
impartial  forum  before  which  facts  could  be  laid  by  those  who  . 
sincerely  believe  they  can  demonstrate  to  the  carriers,  as  well 
as  to  the  Commission,  that  some  concessions  in  freight  rates 
are  needed  to  stimulate  the  business  of  both  carriers  and  ship- 
pers. 

"If  it  be  said  that  such  representations  might  be  made  to 
the  carriers  direct,  the  answer  is  that  the  carriers  are  viewing 
the  issue  broadly  instead  of  critically,  as  indicated  by  the  policy 
of  the  southeastern  lines.  Furthermore,  the  carriers  undoubt- 
edly have  felt  unwilling  to  assume  the  responsibility  of  deciding 
for  themselves  what  important  reductions  should  and  should 
not  be  made,  involving  a  necessary  discrimination  which  would 
provoke  serious  complaint  unless  this  Commission  itself  took 
an  important  part  in  the  determinations. 

"As  to  the  functions  of  the  Southern  Traffic  League  in  such 
an  investigation,  it  would  suffice  to  say  that  this  organization 
would  dedicate  its  facilities  to  the  uses  of  the  Commission  and 
would  endeavor  in  all  proper  ways  to  aid  in  developing  the 
facts.  It  would  take  pains  to  propogate  the  idea  that  there 
would  be  no  need  for  the  attendance  of  those  who  cannot  suc- 
cessfully demonstrate  in  what  way  and  to  what  extent  the 
volume  of  their  business  is  curtailed  by  the  rates  having  to  be 
paid;  and  we  would  likewise  seek  to  facilitate  the  conduct  of 
the  investigation  by  advising  interested  shippers  of  the  nature 
of  the  data  which  should  be  prepared  by  them  if  they  have  a 
serious  claim  of  detriment  to  their  business  by  reason  of  such 
rates. 

"The  foregoing  are  the  fruits  of  the  painstaking  study  and 
thorough  discussion  of  the  problem  by  the  members  of  the 
Southern  Traffic  League.  We  believe  that  such  an  investigation 
would  do  much  good  and  could  not  do  any  harm.  To  conduct 
such  an  investigation  would  seem  to  be  in  contemplation  of  law, 
under  the  circumstances,  and  would  remove  the  growing  dissat- 
isfaction that  is  being  caused  by  the  impression  that  whereas 
the  Administration  wishes  downward  revisions  of  rates  to  be 
speedily  accomplished  yet  the  Commission  does  not  and  is  bas- 
ing its  convictions  more  on  general  representations  than  on  an 
inquisitive  investigation  of  the  facts. 

"In  conclusion  it  may  be  said,  in  order  to  remove  any  mis- 
understanding of  the  League's  position,  that  we  do  not  sub- 
scribe to  the  view  that  sweeping  reductions,  horizontal  in  char- 
acter, are  proper  or  that  they  would  accomplish  as  much  good 
as  harm;  but  the  traffic  representatives  of  southern  shippers 
are  being  pressed  by  their  employers  in  individual  instances  and 
feel  called  upon  to  obtain  a  comprehensive  study  of  the  ques- 
tion; and  they  do  not  find  a  method  of  procedure  available  to 
them  at  this  time  adequate  for  the  purpose." 

The  officers  of  the  League  are  as  follows:  J.  T.  Ryan, 
President  and  Secretary,  Southern  Furniture  Mfrs.  Ass'n;  T. 
M.  Henderson,  Vice-President  and  Commissioner,  Nashville 
Traffic  Bureau;  J.  W.  White,  Vice-President  and  Traffic  Man- 
ager, International  Agricultural  Corporation;  M.  M.  Caskie,  Sec- 
retary and  Manager,  Transportation  Bureau,  Chamber  of  Com- 
merce, Montgomery,  Ala. 


POSTAL  MOTOR  SERVICE 

The  Traffic   World   Washington  Bureau 

Postmaster-General  Hays  announced,  September  15,  the  ap- 
pointment of  Ralph  H.  Matthiessen,  president  of  the  Motor  Haul- 
age Company  of  New  York  City,  as  a  special  assistant  of  the 
Postmaster-General  to  reorganize  the  motor  transportation.  Mr. 
Matthiessen  will  organize  a  Bureau  of  Motor  Vehicle  Transporta- 
tion in  the  department  of  the  Fourth  Assistant  Postmaster- 
General.  There  are  now  271  cities  in  which  government-owned 
motor  vehicles  are  operated,  maintaining  over  3,600  motor  ve- 
hicles. Its  operating  expenses  annually  amount  to  about  $15,- 
000,000.  There  are  nearly  5,000  supervisory  officials,  clerks, 
chauffeurs,  mechanics,  etc.,  employed  in  this  class  of  service. 
There  are  used  for  these  trucks  about  25,000  tires  each  year. 

The  motor  vehicle  service  extends  only  to  mail  service 
within  cities,  such  as  collection  and  delivery  of  mail  and  trans- 
portation of  mail  from  one  point  to  another  within  cities.  Rural 
carriers  and  contractors  on  star  routes  in  rural  territory  oper- 
ate their  own  motor  vehicles. 

The  Post  Office  Department  began  operating  its  own  ma- 
chines on  a  small  scale  with  the  establishment  of  the  parcel 
post.  Its  great  expansion  has  been  made  possible  through  the 
large  number  of  motor  trucks  received  from  the  War  Depart- 
ment. 

The  growth  of  this  motor  service  occurred  under  abnormal 
conditions,  such  as  produced  by  the  war,  and  the  tremendous 
growth  of  parcel  post.  Each  large  city  built  it  up  as  a  sep- 
arate unit  with  a  minimum  of  uniformity.  Some  few  cities  have 
splendid  organizations  and  efficient  service;  many  have  been 
inferior  and  wasteful,  due  to  lack  of  more  uniform  supervision. 

Postmaster-General  Hays  believes  that  the  motor  truck 
service  of  the  Post  Office  Department  should  be  a  big  mail 
transportation  aid,  just  as  is  the  Railway  Mail  Service,  and  as 
efficiently  managed. 
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Current  Topics 

in  Washington 


The  Tax  Program. — No  congenilally  conservative  man,  It  Is 
l.elie\,  ,|,  was  surprised  when  the  Senate  finance  committee  gave 
indications  of  disagreeing  with  the  House  In  the  matter  of  the 
cliiiiiii.il ion    of    taxes,    especially    the    transportation    tax.     That 
Is   comparatively   easy   to   collect.     No    railroad    is    under    any 
temptation  to  relieve  a  shipper  of  the  payment.     Retail  dealers 
are  always  under  a  temptation  to  reneg  on  the  collection  of  the 
luxury    or    nuisance    taxes.     Many    millions,   it    is   believed,   are 
lllched   from   the  government  by  retailers  who  sell  soft  drinks, 
chewing    sum,    and    toilet    preparations,    especially   In    cases    in 
which   I  In'  nickels  of  the  children  are  concerned.     The  retailer 
who  charges  only  a  nickel  for  a  drink  and  then  forgets  to  put  a 
penny  into  a  separate  container  for  the  benefit  of  the  govern- 
ment, will  attract  the  trade  of  the  youngsters.     No  railroad  agent 
is  interested  enough  in  the  business  of  the  company  to  run  the 
risk  of  prosecution  either  of  himself  or  of  the  company  for  fail- 
ure to  collect  the  tax.     A  railroad  agent  knows  that  usually  a 
shipper  selects  a  route  on  account  of  the  delivery  he  can  obtain 
by  that  route  and  that  the  remission  of  the  tax  would  not  con- 
strain  the  shipper  to  change  the  routing.     Therefore,  retention 
of  half  or  all  the  tax  on  freight  bills  would  not  be  at  all  sur- 
prising.    What  the  House  did  in  the  way  of  proposing  elimination 
of  taxes  may  be  taken  as  an  advertisement  of  the  intention  or 
desire  of  the  party  in  power  respecting  the  taxpayer  and  not 
necessarily   indicating   what   the   party  knows    it   can   do.     The 
House  leaders,  many  of  whom  were  in  office  before  the  war  and, 
therefore,  familiar  with  the  difficulties  of  governmental  financing, 
know  well  that  the  debt  of  this  country  is  large  enough  to  make 
it  stagger  for  years  to  come.     They  know  that  the  cost  of  the 
first  serious  dipping  into  European  politics  constitutes  a  burden, 
the  weight  of  which  can  be  lightened  only  by  a  permanent  in- 
crease in  the  price  of  things  as  measured  by  the  dollar.     Were 
prices    to    go    back   permanently    to   the   ante-bellum    basis,   the 
debt  wou.ld  be  a  crushing  burden.     The  only  way  out  will  be  a 
permanent  appreciation  of  the  prices  of  all  kinds  of  property,  so 
the  debts   can   be   paid   with   the   kind   of   dollars   that   were  in 
circulation  when  the  debt  was  contracted.     The  dollar  was  low 
in   price   when  the   debt  was  contracted.     Long  continuance   of 
the  low  level  of  farm   prices  would  be  more  ruinous  than  the 
war.     Its   first  effect  would  be  to  force  farm   lands  out  of  the 
hands  of  the  present  owners  and  a  great  decrease,  it  is  believed, 
in  production.     Its  second   effect  would  be  to  create  an  era  of 
food  prices  as  high  as,  if  not  higher  than,  during  actual  fight- 
ing.    A    moderate    reduction    in    all    prices,   including    coal    and 
railroad  rates,  it  is  believed,  would  enable  the  country  to  adjust 
the  burden  to  its  shoulders  in  such  way  that  it  could  be  carried 
with   comparative   ease   to  extinction — unless   the   country  were 
again  forced  into  war  to  make  good  the  changes  wrought  in  the 
map   of   Europe.     Seventy-five   years,    or   perhaps    a   little   less, 
should  see  the  debt  wiped  out.     It  would  take  just  about  seventy 
yeiirs  to  pay  out,  at  the  rate  of  a  million  dollars  a  day.     From 
the  time  the  barbarians  accomplished  the  permanent  overturning 
of  the  Roman  empire  to  this  day,  western  Europe  has  not  had 
peace  for  as  long  a  period  as  seventy  years.     In  fact,  the  longest 
peace  period  was  from  1871  to  1914.     No  man  who  knows  any- 
thing about  history  expects  the  settlement  made  by  the  treaty 
of  Versailles  to  be  any  more  permanent  than  any  of  its  dozens 
of  predecessors,  including  or  excluding  those  prior  to  the  treaty 
of  Verdun  in  843. 


Sand  and  Gravel  Loading  Figures. — Sand  and  gravel  men  do 
not  like  the  kind  of  tonnage  figures  prepared  for  the  traffic 
executives.  They  do  not  question  the  accuracy  of  the  figures. 
Their  objection  to  them  is  that  publication  without  explanation 
misleads.  The  point  they  make  is  that  they  cover  the  movement 
of  sand  and  gravel  when  only  the  gondolas  not  fit  for  loading 
coal  were  available  for  shipment  of  the  materials  in  which  they 
are  interested.  Therefore,  they  disagree  with  the  conclusion 
of  the  traffic  executives  that,  because  there  has  been  an  increase 
in  sand  and  gravel  loading  this  year,  there  is  no  need  now  of 
itimulation  of  the  sand  and  gravel  business.  They  have  per- 
istently  claimed  that  sand  and  gravel  would  not  move  on  ex- 
sting  rates  and  point  to  the  small  increase  in  the  loading  this 
year  as  compared  with  last,  as  evidence  that  stimulation  by 
lower  rates  is  needed.  In  other  words,  there  is  no  dispute  about 
the  figures,  but  there  is  not  even  the  slightest  semblance  of 
agreement  as  to  the  inference  to  be  drawn  from  them.  Much 
the  same  complaint  is  brought  against  the  conclusions  drawn 
;  traffic  executives  from  other  loading  figures.  The  restrictions 
placed,  by  means  of  service  orders  giving  preferred  treatment 
to  shippers  of  coal,  it  is  claimed,  cut  down  the  loading  of  many 
ather  kinds  of  traffic,  so  that  it  is  a  sign  of  good  memory  and 
•espect  for  perspective  to  recall  that  many  of  the  comparisons 
are  of  little  value  because  service  orders  placed  handicaps  on 


all  kinds  of  (raffle  that  could  be,  hauled  In  open-top  carH  or  that 
depended  Indirectly  upon  materials  that  could  only  be  carried  in 
open-top  care. 

Competition  from  Government. — There  Is  a  kind  of  compe- 
tition between  government-owned  and  privately-owned  facilities 
of  transportation  in  Maryland  that  has  not  been  brought  to 
public  notice  to  any  extent.  The  Pennsylvania  controls  the  rail- 
road transportation  to  the  eastern  shore  of  both  Maryland  and 
Virginia.  That  company,  on  business  between  Baltimore  and 
the  eastern  shore  counties  of  Maryland  and  Virginia,  comes  into 
competition  with  a  ferry  route  owned  by  the  state  of  Maryland. 
As  part  of  its  highway  system,  Maryland  subsidizes  a  ferry  be- 
tween Annapolis  and  Clalborne,  a  distance  of  seventeen  or  eight- 
een miles,  ten  or  eleven  of  which  are  on  Chesapeake  Bay  and 
the  rest  in  the  Severn  River  and  Easton  Bay,  an  arm  of  Chesa- 
peake Bay.  The  Pennsylvania,  by  Its  subsidiary,  the  B.  C.  &  A., 
operates  a  rail-and-water  route  from  Baltimore  via  Claiborne 
to  Ocean  City,  about  100  miles  southeast  of  Annapolis,  and 
across  the  bay.  The  rail-and-water  line,  of  course,  is  bound  by 
the  tariffs.  The  merchants  of  Baltimore,  desiring  to  do  business 
with  the  people  on  the  eastern  shore,  can  ship  on  the  Joint  rail- 
and-water  rates  or  they  can  use  Maryland's  highways  for  their 
trucks  and  the  ferry,  which  is  treated  as  part  of  the  state  high- 
way system.  Just  at  present  the  state  highway  system  seems 
to  have  the  edge  in  the  race.  Baltimore  merchants  load  their 
trucks  with  merchandise  for  the  eastern  shore  counties,  send 
them  to  Annapolis  over  one  of  the  best  public  highways  in  the 
country,  load  them  on  the  state  highway  ferry,  and  then,  over 
another  fine  highway,  send  them  to  eastern  shore  destinations. 
The  ferry  boat  generally  carries  three  or  four  trucks  loaded 
with  merchandise  or  household  goods  on  each  of  its  two  daily 
trips.  The  state  ferry  boat  pays  no  attention  to  the  lading  on 
the  trucks.  It  makes  a  flat  rate,  including  war  tax,  on  a  wheel- 
base  basis.  It  costs  only  $3.50  or  $4  for  ferrying  over  a  truck- 
load  of  stuff.  A  seven-passenger  automobile  costs  $3.63,  which 
amount  covers  the  fare  of  the  driver  and  the  war  tax.  A  "fliv- 
ver" pays  $2.50,  plus  war  tax,  regardless  of  its  lading.  Usually 
the  ferry  boat  on  each  trip  carries  ten  or  a  dozen,  but  on  week- 
end days  the  lading  is  forty  or  forty-two  machines.  Frequently 
during  the  excursion  season  automobiles  had  to  be  left  behind 
because  there  was  no  room  on  the  day  they  arrived.  During 
the  height  of  the  season  two  boats  were  operated.  In  competi- 
tion with  that  state  highway  system,  the  Pennsylvania  rail-and- 
water  route  could  not  obtain  any  of  the  passenger  or  truck  busi- 
ness. It  could  carry  only  the  passengers  depending  wholly  on 
the  boat  and  the  railroad  trains. 


Cleveland  Terminal  Problem. — What  Maryland  did  to  estab- 
lish that  ferry  service  suggests  what  may  be  done  in  the  event 
there  should  be  permanent  disagreement  between  the  Commis- 
sion and  the  authorities  of  Cleveland  as  to  the  wisdom  of  allow- 
ing   the   New  York   Central   to    establish    the    proposed    union 
passenger  terminal  in  Cleveland.     Maryland  established  a  wharf 
at  Claiborne  although  conservation  of  capital   would  have  sug- 
gested the  utilization  of  the  B.  C.  &  A.  dock,  which  does  not 
look  as  if  it  were  overburdened  with  business.     The  two  docks, 
side  by  side,  are  not  in  use  a  good  part  of  the  time,  even  in 
summer,  when  business  is  briskest.     In  the  event  the  Commis- 
sion forbids  the  construction  of  the  terminal  in  Cleveland  by 
the  refusal  to  issue  a  certificate  of  public  convenience,  Cleveland 
might  build  it.     Can  the  United  States  forbid  the  state  of  Ohio 
or  the  city  of  Cleveland,  as  its  agent,  to  construct  the  terminal, 
or  the  New  York  Cental,  Nickel   Plate  and  other  railroads  to 
become  tenants  of  the  city?     That  is  a  question,  it  is  believed, 
that  will  have  to  be  answered  not  many  years  hence,  if  that 
section  of  the  act  is  not  repealed  within  a  short  time.     The  city 
of  Cleveland,  probably,  could  not  build  a  railroad  out  into  the 
country,  because  it  would  not  have  the  power  to  condemn  land 
for   highway   purposes.     But   within   its   own   limits   it   has    the 
power  of  eminent  domain  and  would  not  have  to  incorporate  a 
railroad   company   to   obtain   the  necessary   land,    by   means   of 
condemnation.     In   the  event   that   Ohio  should   desire   to   build 
a  railroad  within   its  borders,  would  it  have  to  obtain  a  cer- 
tificate from  the  federal  government?     That  is  another  question 
that  may  have  to  be  answered.    Local  pride,  it  is  believed,  will 
persuade  communities  that  are  backing  enterprises  as  to  which 
the  Commission  has  said  "thumbs  down,"  to    embark    in    the 
business   of   building  railroads,  using  the   state   government  as 
an  agency.    The  conflict  between  state  and  national  wills  on 
the  subject   is   already  marked   in  nearly   every   case  in  which 
the   issuance  of  a   certificate   of  convenience   and  necessity  is 
involved.     Every   state  opposes  the  abandonment  of  a  railroad 
and  advocates  the  construction  of  every  proposed  railroad.   That, 
it  is  believed,  shows  how  the  land  lies. 


Regulation  by  States. — What  the  states  have  already  been 
deprived  of  by  the  prohibition  and  universal  suffrage  amend- 
ments to  the  Constitution  has  destroyed  the  bulwark  many  peo- 
ple thought  would  protect  the  states  from  federal  encroachments. 
Therefore,  should  the  question  of  railroad  construction  ever  be- 
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come  acute,  with  the  tendency  running  toward  abolition  of  the 
states,  as  it  has  been,  the  contest  would  be  short-lived.  With 
three-fourths  of  the  states  voting  one  way,  the  protests  of  the 
other  fourth  would  avail  nothing.  However,  it  is  believed,  the 
tendency  with  respect  to  transportation  is  in  the  other  direc- 
tion. The  states  seem  more  likely  to  deprive  the  Commission 
of  power  than  to  give  more  to  the  federal  agency  for  regulation. 
The  talk  about  too  much  regulation  is  common  among  those  who 
have  had  to  do  with  transportation  questions  in  the  last  year. 
The  transportation  law  was  the  result  of  the  reaction  against 
government  operation.  Those  who  did  not  like  their  experience 
under  the  Railroad  Administration  favored  everything  that 
tended  to  increase  the  power  and  prestige  of  the  body  McAdoo 
seemed  to  think  should  be  set  aside  during  the  war  as  a  condi- 
tion precedent  to  the  winning  of  the  fight.  Apparently,  the 
grant  of  much  additional  power  to  the  Commission  is  not  giving 
those  largely  responsible  therefor  as  much  pleasure  as  might  be 
expected.  That  is  why  it  is  suggested  the  tendency  is  not 
toward  greater  but  toward  lesser  control.  And  while  that  lasts 
it  is  hard  to  believe  there  could  be  a  contest  between  a  state 
and  the  Commission  in  which  the  federal  agency  would  be  per- 
manently the  victor.  A.  E.  H. 

R.   R.   A.   SELLS   SECURITIES 

The  Traffic  World  Washington  Bureau 

The  Director-General  of  the  Railroad  Administration  an- 
nounced September  12  that  he  had  sold,  with  the  approval  of 
the  President,  $7,500,000  of  railroad  equipment  trust  certificates 
to  the  banking  firm  of  Kuhn,  Loeb  &  Co.,  New  York.  Officials  of 
the  Treasury  Department  said  the  sale  marked  the  first  of  a 
series  of  sales  and  expressed  the  belief  that  probably  from 
$200,000,000  to  $250,000,000  of  car  trust  certificates  could  be  sold 
directly  by  the  Railroad  Administration. 

The  offer  for  certificates  came  from  Kuhn,  Loeb  &  Co.  to 
Eugene  Meyer,  managing  director  of  the  War  Finance  Corpora- 
tion, who,  with  Secretary  Mellon  and  Director-General  Davis, 
conducted  the  negotiations  with  the  firm.  The  certificates  sold 
were  in  lots  of  $1,500,000  each  of  the  Santa  Fe,  Burlington,  South- 
ern Pacific,  Norfolk  &  Western,  and  Central  of  New  Jersey.  The 
certificates  bear  six  per  cent  interest  and  mature  serially  from 
1928  to  1935. 

The  sale  at  par  and  accrued  interest  of  the  $7,500,000  of 
equipment  trust  certificates  by  the  Railroad  Administration,  if 
followed  by  similar  substantial  sales,  will  be  of  great  help  to 
the  administration  in  making  its  final  settlements  with  the 
railroads.  The  announcement  of  the  sale  of  the  securities  was 
made  through  the  War  Finance  Corporation,  and,  although  that 
cororation  has  how  no  authority  officially  to  sell  securities  for 
the  Railroad  Administration,  Director  Meyer,  unofficially,  has 
been  working  steadily  in  the  last  few  weeks  to  get  at  least  some 
of  the  securities  held  by  the  Railroad  Administration  into  the 
hands  of  the  public.  Treasury  officials  regard  the  car  trust 
certificates,  which  bear  6  per  cent  interest  and  mature  serially, 
as  "gilt-edged  securities." 

If  the  Railroad  Administration  is  able  to  sell  as  much  as 
$200,000,000  of  equipment  trust  certificates,  it  follows  that  the 
War  Finance  Corporation,  if  and  when  Congress  passes  the 
Townsend-Winslow  funding  bill,  will  not  be  called  on  to  buy 
as  heavily  from  the  Railroad  Administration  as  it  otherwise 
would  have  been.  The  fact  that  New  York  bankers  bought 
$7,500,000  of  the  certificates  at  par  and  accrued  interest,  it  is 
pointed  out,  also  confirms  the  belief  of  Director  Meyer,  as  ex- 
pressed before  the  House  and  Senate  committees  at  the  hear- 
ings on  the  funding  bill,  that  the  market  would  be  such  shortly 
that  the  certificates  could  be  sold  to  the  public  at  par.  One  of 
the  objections  advanced  to  the  funding  bill  was  that  the  War 
Finance  Corporation  would  be  forced  to  hold  the  large  amount 
of  certificates  or  other  securities  to  be  purchased  from  the  Rail- 
road Administration  for  a  long  period  because  the  market  would 
not  absorb  6  per  cent  securities. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of 
Railway  Executives,  conferred  with  the  President  the  latter  part 
of  last  week  and  discussed  the  urgent  need  of  the  railroads  for 
financial  relief.  Mr.  Thorn  emphasized  the  necessity  for  early 
action  because  the  railroads  would  need  more  funds  to  meet 
conditions  in  the  fall.  He  said  the  President  was  confident  the 
railroad  funding  bill  would  be  passed  by  Congress  soon  after 
Congress  reconvenes,  September  21. 

S.  Davies  Warfield,  president  of  the  National  Association 
of  Owners  of  Railroad  Securities,  conferred  with  the  President 
September  10.  He  said  he  had  discussed  the  general  railroad 
situation  with  the  President.  He  said  the  railroads  needed 
money  and  that  the  passage  of  the  funding  bill  would  help  them 
greatly. 


Company,  $2,100,000;  Alabama  Great  Southern  Railroad  Company, 
$1,530,000;  Mobile  &  Ohio  Railroad  Company,  $700,000;  Chicago, 
New  York  &  Boston  Refrigerator  Co.,  $375,000;  Marsh  Refrigerator 
Service  Company,  $21,000;  Goldsboro  Union  Station  Company, 
$167.13;  Durham  Union  Station  Company,  $2,190.57;  The  Union 
Freight  Railroad  Company  paid  the  railroad  administration  8,750. 

"The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  ad- 
ministration during  the  26  months  of  federal  control,"  the  ad- 
ministration said. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  Fern  wood,  Columbia  &  Gulf,  $6,000;  Greenwich 
&  Johnsonville  Railway  Company,  $6,000;  Chicago  Junction  Rail- 
way, $50,000;  Sandy  River  &  Rangeley  Lakes  Railroad,  $10,000. 
Under  section  204,  the  Commission  issued  a  certificate  for  a 
partial  payment  of  $10,000  to  the  Moshassuck  Valley  Railroad 
Company. 

The  Commission  has  issued  a  partial  payment  certificate  for 
$5,600  in  favor  of  the  Frankfort  &  Cincinnati  Railway  Company 
in  reimbursement  of  its  deficit  under  section  204,  but  has  also 
certified  that  the  carrier  owes  the  government  $13,034.88.  A 
similar  certificate  was  issued  in  favor  of  the  White  Sulphur  & 
Huntersville  Railroad  Company  for  $14,000  with  the  finding  that 
$6,121.88  was  due  from  the  carrier  to  the  government.  A  partial 
payment  certificate  under  section  209  has  been  issued  by  the 
Commission  in  favor  of  the  Bartlett  Western  Railway  for  $7,500. 

The  Commission  has  issued  a  partial  payment  certificate  in 
favor  of  the  Cooperstown  &  Charlotte  Valley  Railroad  for  $15,000. 

The  Treasury  has  announced  the  following  partial  payments 
under  section  209:  Bartlett  Western  Railway,  $7,500;  Louisiana 
Railway  &  Navigation  Company,  $100,000,  and  the  Mississippi 
Eastern  Railway  Company,  $8,500. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Btircau 

Reports  received  by  the  car  service  division  of  the  American 
Railway  Association  showed  that  on  August  31,  467,815  freight 
cars  were  idle  on  American  railroads,  which  was  a  decrease  of 
23,584  cars  compared  with  the  total  August  23. 

Of  that  total,  246,440  were  serviceable  freight  cars,  while 
the  remaining  221,375  were  in  need  of  repairs.  Tabulations 
showed,  however,  that  the  former  was  a  decrease  in  approximately 
a  week  of  23,584,  while  the  number  of  cars  in  bad  order  was 
an  increase  of  6,119  over  the  last  previous  figures  received  up 
to  August  1. 

Surplus  box  cars  in  good  order  on  August  31  totaled  68,938, 
which  was  a  reduction  of  10,430  within  a  week,  while  surplus 
coal  cars  immediately  available  to  meet  current  freight  require- 
ments if  necessary  numbered  130,596,  or  a  reduction  within  the 
same  period  of  6,385.  Surplus  stock  cars  in  good  order  also 
totaled  11,862,  or  1,048  cars  more  than  were  reported  the  week 
before. 

Of  the  2,300,929  freight  cars  on  line  of  American  railroad 
companies,  382,440,  or  16.6  per  cent,  were  reported  in  need  of 
repairs  compared  with  376,417,  or  16.3  per  cent,  on  August  1.  In 
computing  the  number  of  cars  needing  repairs  but  idle  due  to 
business  conditions,  an  allowance  of  7  per  cent  is  made  to  rep- 
resent the  number  regarded  as  normally  out  of  service  because 
of  their  condition. 

The  car  shortage  which  has  been  reported  in  certain  locali- 
ties principally  because  of  inreased  demand  for  grain  cars  is 
gradually  disappearing,  the  total  on  August  31  being  739, 
of  which  641  were  box  cars,  compared  with  a  total  of  1,275  on 
August  23. 

The  surplus  of  246,740  cars  was  made  up  of  the  following 
classes  of  equpment:  Box,  64,718;  ventilated  box,  1,861;  auto 
and  furniture,  2,659;  flat,  11,522;  gondola,  84,630;  hopper,  45,966; 
coke,  10,283;  S.  D.  stock,  11,191;  D.  D.  stock,  671;  refrigerator, 
4,765;  tank,  770;  miscellaneous,  7,704. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  639;  auto  and  furniture,  2;  flat,  7;  gondola,  54; 
hopper,  13;  S.  D.  stock,  8;  refrigerator,  10;  miscellaneous,  6. 


PAYMENTS  TO  RAILROADS 

The  United  States  Railroad  Administration,  September  14, 
reported  the  following  additional  'final  settlements,  and  has  paid 
out  to  the  several  roads  the  following  amounts:  Chicago,  Burling- 
ton &  Quincy  Railroad  Co.,  $8,000,000;  The  Virginian  Railway 


EXPRESS  RATE  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

Intrastate  rates  of  the  American  Railway  Express  Company 
in  Idaho  and  Nevada  will  be  the  subject  of  investigation  by 
the  Commission  to  determine  whether  the  rates  required  by 
the  state  commissions  of  those  states  result  in  unjust  discrimi- 
nation against  interstate  commerce,  under  orders  issued  by  the 
Commission  in  No.  13066,  in  the  matter  of  intrastate  rates  of 
the  American  Railway  Express  Company  between  points  in  the 
state  of  Idaho,  and  No.  13067,  in  the  matter  of  intrastate  rates 
of  the  American  Railway  Express  Company  between  points  in 
the  state  of  Nevada.  The  Idaho  and  Nevada  commissions  have 
refused  the  express  company  permission  to  increase  its  intra- 
state class  and  commodity  rates  26  per  cent  and  rates  on  milk 
and  cream,  20  per  cent,  the  percentage  increases  authorized  by 
the  Commission  for  interstate  traffic. 
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Decisions  of  Interstate  Commerce  Commission 


CREDIT  RULE  FOR  EXPORT  TRAFFIC 

On  further  hearing,  the  Commission,  in  Ex  Parte  73,  in  re 
section  3  of  the  interstate  commerce  act  as  amended  by  section 
405  of  the  transportation  act,  1920,  opinion  No.  7131,  63  I.  C.  C. 
375-80,  has  modified  its  order  in  57  I.  C.  C.,  591,  with  respect 
in  the  96-hour  credit  rule  as  applied  to  export  traffic  loaded  into 
vessels  from  railroad  piers,  and  has  held  that  paragraph  2  of 
section  3  of  the  interstate  commerce  act  is  inapplicable  to  freight 
moving  wholly  or  partly  by  water,  when  delivery  or  relinquish- 
ment  of  possession  at  destination  is  effected  by  or  through  the 
water  line,  but  that  extension  of  credit  on  freight  moving  under 
such  circumstances  by  carriers  subject  to  the  act  is  a  practice 
subject  to  control  of  the  Commission  under  other  general  pro- 
visions of  the  act.  The  Commission  also  disapproved  action 
by  the  Alaska  Steamship  Co.  in  granting  an  extension  of  credit 
liryond  what  the  Commission  authorized  in  the  original  report 
and  order  in  57  I.  C.  C.  591. 

In  the  original  report  and  order  the  Commission  prescribed 
rules  and  regulations  for  the  prompt  payment  of  transportation 
rates  and  charges  and  fixed  96  hours  as  the  maximum  time  for 
the  carriers  to  extend  credit.  After  that  order  was  entered, 
June  4,  1920,  the  Oregon-Washington  Railroad  &  Navigation  Co. 
filed  a  petition  for  authority  to  deviate  from  the  provisions  of 
the  order,  in  so  far  as  such  provisions  were  applicable  to  that 
company's  Willamette  and  Columbia  rivers  boat-line  service,  and 
to  establish  in  lieu  thereof  rules  granting  30  days'  credit.  The 
petitioner  averred  that  such  modification  was  necessary  to  meet 
the  competition  of  independent  steamer  lines  which  were  ex- 
tending 30  days'  credit.  After  the  hearing  and  argument  the 
petitioner  notified  the  Commission  it  intended  to  discontinue 
the  water  service  and  the  petition  was  dismissed. 

The  Commission  said  it  was  urged  on  behalf  of  the  Associa- 
tion of  Railway  Executives  that  the  interstate  commerce  act 
"extends  to  transportation  of  property  partly  by  railroad  and 
partly  by  water  when  both  are  used  under  a  common  control, 
management  or  arrangement  for  a  continuous  carriage  or  ship- 
ment; and  that  while  the  provisions  as  to  the  extension  of  credit 
in  paragraph  (2),  section  3,  apply  only  to  carriers  'by  railroad' 
it  would  result  in  an  anomalous  situation  to  hold  that  the  pro- 
visions regarding  credit  apply  only  to  transportation  by  rail- 
road, and  not  to  transportation  by  water,  in  connection  with  a 
railroad,  when  both  are  used  under  a  common  control,  manage- 
ment, or  arrangement  for  a  continuous  carriage  or  shipment." 
"Section  2,  paragraph  (1)  of  section  3  and  paragraph  (1)  of 
section  4,"  the  Commission  said,  "apply  to  'any  common  carrier 
subject  to  the  provisions  of  this  act.'  Paragraph  (2),  section  4, 
is  applicable  to  'a  carrier  by  railroad.'  Similar  illustrations 
showing  that  some  provisions  of  the  act  apply  to  all  carriers 
subject  thereto  and  other  provisions  only  to  a  certain  class  of 
carriers  could  be  pointed  out  in  other  sections.  We  are  con- 
strained to  find  that  paragraph  (2),  section  3,  is  inapplicable  to 
freight  transported  wholly  or  partly  by  water  when  delivery 
or  relinquishment  of  possession  at  destination  is  effected  or 
through  the  water  line,  but  we  have  control  over  the  extension 
of  credit  in  such  circumstances  under  other  general  provisions  of 
the  act. 

"Section  1,  paragraph  (6),  prohibits  any  unreasonable  prac- 
tice. Section  2,  and  paragraph  (1)  of  section  3,  prohibit  unjust 
discrimination  and  undue  prejudice,  and  paragraph  (1),  sec- 
tion 15,  authorizes  the  Commission  where  any  practice  whatso- 
ever of  carriers  subject  to  the  act  is  in  violation  of  any  of  the 
provisions  thereof  to  determine  and  prescribe  what  practice  is, 
or  will  be,  just,  fair,  and  reasonable.  A  considerable  volume  of 
traffic  in  this  country  moves  partly  by  rail  and  partly  by  water 
in  competition  with  all-rail  routes.  It  is  contended  that  the 
giving  of  credit  is  a  practice  which  has  a  most  influential  bear- 
ing upon  the  movement  of  traffic.  We  find  that  the  extension 
of  credit  on  freight  moving  partly  by  water  and  partly  by  rail- 
road when  both  are  used  under  a  common  control,  management, 
or  arrangement  for  a  continuous  carriage  or  shipment,  and  when 
delivery  or  relinquishment  of  possession  of  the  freight  at  destina- 
tion is  effected  by  or  through  the  water  line,  is  a  practice  sub- 
ject to  the  provisions  of  section  1,  paragraph  (6);  section  2; 
section  3,  paragraph  (1);  and  section  15,  paragraph  (1)  of  the 
interstate  commerce  act. 

"At  the  hearing  the  Alaska  Steamship  Company,  hereinafter 
called  the  steamship  company,  presented  no  argument  as  to  our 
jurisdiction,  but  asked  that  no  order  be  entered  herein  requiring 
a  departure  from  its  present  practices. 

"It  operates  between  Tacoma  and  Seattle,  Wash.,  and  ports 
In  Alaska,  exchanging  traffic  with  the  rail  lines  at  Tacoma  and 
Seattle,  and  in  Alaska  with  the  Copper  River  &  Northwestern 
Railway  at  Cordova,  and  the  White  Pass  &  Yukon  Route  at 
Skagway.  On  traffic  delivered  by  the  rail  lines  at  Tacoma  or 
Seattle  for  movement  via  the  steamship  company  to  points  in 


Alaska  the  rail  charges  to  Tacoma  or  Seattle  are  advanced  by 
steamship  company  to  the  rail  lines  at  the  time  of  delivery  of 
the  freight  to  the  steamship  company,  and  are  billed  forward 
by  the  latter  as  "advances."  The  steamship  company  does  not 
participate  in  joint  rates  with  the  rail  lines  at  Tacoma  or  Seattle. 
The  bulk  of  the  traffic  from  points  on  the  Copper  River  4 
Northwestern  Railway  for  movement  to  the  ports  of  Tacoma  and 
Seattle  consists  of  ore,  which  moves  to  a  smelter  In  Tacoma. 
The  tariffs  provide  through  joint  rates  which  are  dependent  upon 
the  value  of  the  ores  as  determined  at  the  smelter.  The  ores 
are  delivered  at  the  smelter  dock  by  the  steamship  company  and 
the  proper  charges  are  not  determinable  until  the  ores  are  sam- 
pled and  weighed  at  the  smelter.  As  soon  as  this  is  completed 
on  each  delivery  the  smelter  furnishes  to  the  steamship  com- 
pany a  statement  of  the  exact  weight  and  value  of  the  shipment, 
whereupon  the  steamship  company  presents  its  freight  bills, 
which  are  paid  promptly  by  the  smelter,  usually  within  96  hours 
after  the  bills  are  presented.  There  is  a  small  tonnage  of  ore 
moving  from  points  on  the  White  Pass  &  Yukon  Route  via  Skag- 
way on  through  rates  to  the  Tacoma  smelter,  and  on  such  ship- 
ments the  charges  are  handled  in  the  same  way  as  those  moving 
from  points  on  the  Copper  River  &  Northwestern  Railway. 

"There  is  a  movement  of  cannery  products  from  canneries 
located  on  the  Copper  River  &  Northwestern  Railway  to  Seattle 
under  through  joint  rates  between  the  railroad  and  the  steam- 
ship company.  The  rail  charges  to  the  port  are  paid  by  the 
steamship  company  upon  delivery  of  the  traffic  to  it  at  the  port. 
The  steamship  company  holds  bonds  for  the  payment  of  freight 
charges  on  all  such  shipments,  and  the  payment  of  such  charges 
is  made  at  Seattle.  The  freight  bills  are  presented  at  the  end 
of  each  month  and  are  usually  paid  promptly  on  presentation, 
but  occasionally  run  for  10  days  or  so. 

"A  small  tonnage  of  miscellaneous  freight  moves  under 
through  rates  from  local  points  on  the  Copper  River  &  North- 
western Railway  and  the  White  Pass  &  Yukon  Route  to  Seattle. 
Charges  on  practically  all  such  shipments'  are  collected  on  de- 
livery, except  on  miscellaneous  shipments  from  the  Kennecott 
mine,  for  which  bills  are  returned  to  Alaska  for  payment  and 
on  which  the  charges  of  the  rail  carriers  are  advanced  by  the 
steamship  company. 

"The  steamship  company  contends  that  under  its  practice 
the  revenues  of  the  only  two  rail  lines  affected,  the  Copper  River 
&  Northwestern  Railway  and  the  White  Pass  &  Yukon  Route, 
both  located  in  Alaska,  are  fully  protected  in  their  arrangements 
with  it. 

"Apparently  there  is  no  good  reason  for  a  difference  in 
practice  with  respect  to  the  extension  of  credit  where  the  trans- 
portation is  by  railroad  and  where  partly  by  railroad  and  partly 
by  water  when  both  are  under  a  common  control,  management,  or 
arrangement  for  a  continuous  carriage  or  shipment. 

"At  the  hearing  the  Pennsylvania  Railroad  Company  filed  a 
petition  requesting  that  our  original  order  be  modified  to  provide 
that  on  export  traffic  delivered  from  railroad  car  or  pier  to 
vessel,  directly  or  by  lighter,  freight  bills  shall  be  delivered  to 
vessel  owner  or  representative  not  later  than  the  completion 
of  loading  of  the  vessel,  and  that  the  96  hours  of  credit  shall 
run  from  the  4  p.  m.  following  the  completion  of  such  loading. 

"The  situation  with  respect  to  which  such  relief  is  asked 
exists  chiefly  at  the  port  of  Baltimore.  At  that  port  some  of 
the  piers  are  owned  by  the  ocean  carriers,  and  some  by  the 
railroads.  No  relief  is  asked  with  respect  to  traffic  delivered 
to  the  ocean  carriers  at  their  own  piers.  Settlement  in  such 
cases  is  made  by  the  steamship  companies  on  the  individual 
carload  or  less-than-carload  lots  delivered. 

"Under  a  practice  which  existed  long  before  federal  control 
and  which  continued  throughout  that  period,  settlement  be- 
tween the  rail  carriers  and  the  ocean  carrier  of  freight  charges 
on  export  shipments  loaded  from  the  piers  of  rail  carrier  is 
made  upon  completion  of  the  loading  of  the  vessel.  The  water 
carriers  insist  that  it  is  impossible,  by  reason  of  their  method 
of  accounting,  to  settle  on  individual  shipments  when  delivered. 

"Ocean  carriers  customarily  handle  their  accounting  upon 
basis  of  each  vessel  as  a  unit.  It  is  necessary  that  the  vessel 
be  properly  trimmed  as  it  is  loaded,  and  to  this  end  it  is  a  com- 
mon practice  for  the  steamship  company  to  receive  freight  in 
lots  of  20  to  30  cars,  particularly  heavy  commodities,  such  as 
steel,  and  load  it  into  the  steamer  at  various  times  during  the 
entire  loading  period.  The  entire  contents  of  a  single  car  may 
be  intended  for  a  particular  ship,  but,  due  to  the  fact  that  the 
vessel  must  be  properly  trimmed,  only  a  portion  of  the  contents 
of  the  car  may  be  loaded  in  the  vessel,  the  remainder  of  the 
shipment  being  held  in  the  car  for  another  vessel.  To  require 
payment  of  the  charges  as  the  freight  is  delivered  to  the  vessel 
would  require  numerous  remittances  on  the  same  lot  of  freight. 

"On  traffic  originating  inland  which  moves  on  through  ex- 
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port  bills  of  lading  and  on  which  the  through  charges  have  been 
prepaid,  the  proportion  accruing  to  the  ocean  carrier  often  ex- 
ceeds the  amount  accruing  to  the  rail  carriers  for  the  movement 
to  the  port.  On  50  or  60  per  cent  of  inland  traffic  there  is  a 
net  balance  of  freight  charges  'due  to  the  water  carrier.  The 
steamship  company  prefers  that  its  proportion  of  the  through 
charges  on  prepaid  shipments  be  retained  by  the  rail  carrier 
until  the  loading  of  the  vessel  is  completed,  when  it  is  known 
by  what  steamer  the  freight  is  to  be  shipped  and  when  the 
ship's  manifest  has  been  marked  to  indicate  that  the  charges  are 
not  collectible  at  destination. 

"The  freight  bills  on  export  traffic  moving  on  local  billing 
are  usually  rendered  by  the  rail  carriers  on  each  shipment 
within  24  hours  after  actual  delivery  of  the  freight  to  the  vessel. 
When  the  vessel  is  completely  loaded  and  the  manifest  made 
up,  the  steamship  company  immediately  checks  up  the  freight 
bills  with  the  freight  on  board  and  adjusts  the  charges  with 
the  rail  carriers  within  96  hours  from  the  time  of  the  completion 
of  loading.  The  delay  beyond  the  96  hours  from  time  of  delivery 
of  any  of  the  shipments  in  the  settlement  of  the  charges  is 
generally  not  more  than  two  days. 

"In  the  light  of  the  special  circumstances  surrounding  the 
handling  of  export  traffic  we  find  that  the  period  of  96  hours 
heretofore  fixed  by  us  for  the  payment  of  transportation  rates 
and  charges,  in  so  far  as  applicable  to  export  traffic  which  is 
loaded  into  vessels  direct  from  railroad  cars  or  piers  or  from 
such  cars  or  piers  by  means  of  lighters,  may  be  computed  from 
the  first  4  p.  m.  following  the  time  when  the  vessel  is  completely 
loaded,  freight  bills  to  be  delivered  to  vessel  owner  or  his  rep- 
resentative not  later  than  the  day  on  which  the  loading  of  the 
vessel  is  completed.  Our  order  of  June  4,  1920,  prescribing 
regulations,  effective  July  1,  1920,  will  be  modified  accordingly." 

DRUGS,  KALAMAZOO  TO  NEW  YORK 

On  a  finding  that  rates  on  drugs  and  medicines,  in  carloads, 
from  Kalamazoo,  Mich.,  to  New  York,  N.  Y.,  between  Februai 
8,  1918,  and  October  7,  1919,  were  not  unreasonable  and 
there  was  no  proof  of  damage  due  to  alleged  undue  prejudice, 
the  Commission  has  dismissed  the  complaint  in  No.  11887,  I 
John  Co.  vs.  Director-General,  as  agent,  Grand  Trunk  Western, 
et  al.,  opinion  No.  7129,  63  I.  C.  C.,  371-3.  Charges  were  c 
lected  on  the  shipments  at  the  applicable  third  class  rates.  The 
Commission  said  drugs  in  carloads  usually  moved  at  third  class 
rates  and  that  the  commodity  rate  relied  upon  by  complainant, 
from  Detroit  to  New  York,  was  due  to  competition.  It  said 
Kalamazoo  was  subjected  to  some  disadvantage  but  that  this 
was  removed  by  the  publication  of  a  commodity  rate  of  55.5 
cents,  December  1,  1919.  At  the  time  of  movement  no  com- 
modity rates  applied  from  Kalamazoo  to  New  York,  but  com- 
petitors of  complainant  at. Detroit,  Indianapolis  and  St.  Louis 
had  the  benefit  of  commodity  rates  lower  than  the  class  rates. 
The  Commission  said  the  commodity  rates  from  Detroit  were 
originally  established  to  enable  manufacturers  at  that  city  to 
compete  with  eastern  manufacturers  and  led  to  the  establish- 
ment of  commodity  rates  from  Indianapolis  and  St.  Louis. 

LUMBER,  CAIRO,  ILL.,  TO  WAKEFIELD 

Dismissal  of  the  complaint  on  a  finding  that  rates  on  lum- 
ber and  articles  taking  the  same  rates,  or  arbitraries  higher, 
from  Cairo,  111.,  to  Wakefield,  Neb.,  are  not  unreasonable  or  un- 
duly prejudicial  has  been  ordered  by  the  Commission  in  No. 
11529,  Cairo  Association  of  Commerce  vs.  Chicago,  St.  Paul, 
Minneapolis  &  Omaha,  et  al.,  opinion  No.  7122,  63  I.  C.  C.,  351-3. 
The  complainant,  on  behalf  of  the  Peterson-Miller  Box  Co.,  Cairo, 
111.,  and  the  Beatrice  Cold  Storage  Co.,  Beatrice,  Neb.,  alleged 
that  the  combination  rates  on  lumber  and  articles  taking  the 
same  rates,  or  arbitraries  higher,  from  Cairo  to  Wakefield,  Neb., 
were  unjust,  unreasonable,  unduly  prejudicial  to  Wakefield  and 
unduly  preferential  of  other  points  in  Nebraska.  The  Commis- 
sion said  the  complainant  based  its  case  largely  upon  compar- 
isons of  the  combination  rate  of  34  cents  to  Wakefield  with  joint 
rates  to  other  points  in  eastern  Nebraska  and  Kansas  on  lines 
other  than  the  Omaha,  Wakefield  being  a  local  point  on  that 
line.  The  defendants  stated  that  the  absence  of  joint  rates  on 
the  Omaha  was  not  peculiar  to  lumber  but  was  a  condition  ex- 
isting in  connection  with  other  classes  of  traffic.  The  Com- 
mission said  it  was  the  policy  of  the  Omaha  not  to  participate 
in  joint  rates  to  Nebraska  and  that  it  advanced,  as  one  objec- 
tion to  the  request  of  complainant  for  the  establishment  of  joint 
rates,  the  possibility  that  if  the  request  were  granted,  other 
joint  rates  to  other  points  on  its  line  in  Nebraska  would  have 
to  be  established.  The  Commission  said  the  record  did  not  war- 
rant it  in  requiring  the  establishment  of  joint  rates. 

LIVE  STOCK  TO  KNOXVILLE 

In  No.  11552.  East  Tennessee  Packing  Co.  vs.  Director-Gen- 
eral, as  agent,  Southern  Railway  et  al.,  opinion  No.  7114,  6i> 
I.  C.  C.,  322-26,  the  Commission  has  held  that  rates  on  cattle, 
sheep  and  hogs,  in  carloads,  from  Nashville,  Tenn.,  Cincin- 
nati, O.,  Louisville  and  Lexington,  Ky.,  to  Knoxville,  Tenn.,  were 


not  and  are  not  unreasonable  and  that  complainant  was  not 
shown  to  have  been  damaged  by  reason  of  alleged  undue  preju- 
dice. It  said  the  defendants  would  be  allowed  90  days  from 
the  date  of  service  of  the  report  within  which  to  publish  rates 
on  cattle,  hogs  and  sheep  in  line  with  the  scale  approved  for 
horses  and  mules  in  Hudson  Mule  Co.  vs.  L.  &  N.  R.  R.  Co., 
63  I.  C.  C.,  6,  decided  July  12,  1921,  and  that  publication  by  the 
carriers  of  such  rates  would  remove  the  maladjustments  in 
their  rates  on  live  stock  in  the  territory  involved. 

The  complaint  was  based  upon  the  fact  that  the  rates  com- 
plained of  exceed  the  rates  on  the  same  commodities  from 
Knoxville  to  the  points  named  above,  and  upon  comparisons 
with  lower  rates  from  Nashville  to  points  other  than  Knoxville. 
At  the  hearing  the  complainant  withdrew  the  allegations  con- 
cerning rates  to  and  from  Lexington,  and  St.  Louis  was  named 
as  an  additional  point  of  origin. 

Commissioner  Esch,  who  wrote  the  report,  said  the  record 
indicated  that  what  the  complainant  mainly  desired  was  a  con- 
sistent adjustment  of  rates  in  the  territory  involved  and  that  the 
defendants  admitted  that  the  entire  body  of  live  stock  rates  in 
the  territory  south  of  the  Ohio  river  and  east  of  the  Mississippi 
was  a  "tissue  of  maladjustments,"  and  that  the  rates  were 
now  in  the  course  of  correction  to  observe  orders  of  the 
Commission  with  respect  to  fourth  section  violations  in  the 
southeast  and  with  respect  to  the  measure  and  relationship  of 
such  rates  in  that  territory. 

"As  a  practical  and  effective  way  of  correcting  the  mal- 
adjustment of  live  stock  rates  in  the  southeast  and  removing  the 
discriminations  complained  of,"  Commissioner  Esch  said,  "the 
carriers  should  use  the  rates  proposed  on  horses  and  mules  and 
approved  in  the  Hudson  Mule  Company  case  as  a  basis  to  realign 
their  rates  on  cattle,  hogs  and  sheep,  observing  such  relation- 
ship between  the  different  kinds  of  animals  as  is  warranted 
by  their  relative  values,  loading  qualities  and  other  conditions." 


RATES  ON  COPRA  OIL 

Rates  on  copra  oil  from  Prague,  Okla.,  to  Kansas  City,  Mo., 
in  June  and  July,  1918,  were  unreasonable  to  the  extent  that 
they  exceeded  27.5  cents  per  100  pounds,  and  the  present  rate  is, 
and  for  the  future  will  be,  unreasonable  to  the  extent  that  it 
exceeds  or  may  exceed  27.5  cents,  plus  the  increase  authorized 
under  Ex  Parte  74,  the  Commission  has  held  in  disposing  of 
No.  11306,  Peet  Brothers  Manufacturing  Co.  vs.  Director-Gen- 
eral, as  agent,  Fort  Smith  &  Western  et  al.,  opinion  No.  7119, 
63  I.  C.  C.,  345-6.  The  Commission  also  awarded  reparation 
down  to  the  basis  of  the  rates  found  reasonable  and  ordered  the 
defendants  to  comply  with  the  finding  as  to  the  future  on  or  be- 
fore December  1. 

Charges  on  one  shipment  which  moved  on  June  21,  1918, 
were  collected  on  the  basis  of  a  fifth-class  rate  of  46  cents,  and 
the  charges  on  the  other  shipments,  which  moved  in  July,  1918, 
were  collected  on  the  basis  of  a  fifth-class  rate  of  57.5  cents. 
The  complainant  contended  that  it  should  have  been  accorded 
commodity  rates  no  higher  than  those  contemporaneously  main- 
tained on  cottonseed  oil,  the  rates  on  the  latter  commodity  from 
Prague  to  Kansas  City  having  been  22  cents  prior  to  June  25, 
1918,  and  27.5  cents  after  that  date.  The  Commission  said  copra 
oil  and  cottonseed  oil  were  competitive  commodities  with  similar 
transportation  characteristics  and  that  the  record  did  not  war- 
rant higher  rates  on  copra  oil  from  and  to  the  points  involved 
than  on  cottonseed  oil. 

The  Commission  said  several  of  its  devisions  in  which  it 
was  held  that  rates  on  copra  oil  were  unreasonable  to  the  extent 
that  they  exceeded  those  on  cottonseed  oil  were  cited.  (Cham- 
ber of  Commerce,  Houston,  Tex.,  vs.  A.  &  S.  Ry.  Co.,  53  I.  C.  C., 
645;  Southport  Mill  vs.  Director-General,  55  I.  C.  C.,  154;  Proc- 
ter &  Gamble  Co.  vs.  C.  N.  O.  &  T.  P.  Ry.  Co.,  58  I.  C.  C.,  108) 
Petitions  for  rehearing  have  been  granted  in  the  Southport  and 
Procter  &  Gamble  cases. 


ANTHRACITE,  PA.  TO  DETROIT 

An  award  of  reparation  has  been  made  by  the  Commission 
in  No.  11427,  Michigan  Builders'  Supply  Co.  vs.  Director-General, 
as  agent,  Grand  Trunk  Railway  Co.  of  Canada,  et  al.,  opinion  No. 
7121,  63  I.  C.  C.,  349-50,  on  a  finding  that  a  rate  of  $3.85  per  ton 
of  2,240  pounds,  charged  on  numerous  carloads  of  anthracite 
coal  shipped  from  Carbondale,  Jessup,  Scranton  and  Winton, 
Pa.,  to  Detroit,  Mich.,  between  June  25  and  November  12,  1918, 
was  unreasonable  to  the  extent  that  it  exceeded  a  rate  of  $3.70 
per  ton  of  2,240  pounds.  The  rate  of  $3.70  was  established  on 
November  12,  1918.  The  Commission  followed  its  decisions  in 
Gosline  &  Co.  vs.  Director-General,  55  I.  C.  C.,  220,  and  Koenig 
Coal  Co.  vs.  G.  T.  Ry.  Co.,  57  I.  C.  C.,  241,  upon  which  the  com- 
plainant relied.  In  these  cases  the  Commission  found  that  Hie 
rate  of  $3.85,  constructed  on  the  same  combination  as  the  rule 
considered  in  the  instant  case,  from  points  in  the  Pennsylvania 
anthracite  district  to  Toledo  and  to  Detroit,  was  unreasonable 
to  the  extent  that  it  exceeded  the  subsequently  established  rate 
of  $3.70  and  awarded  reparation  to  that  basis. 


IT. 


Till-.     TR. \FKIC     \\OKI.D 


541 


FABRICATION   IN   TRANSIT 

liei'eiidanis'  failure  to  accord  fabrication  In  transit  at 
1'arkersburg.  \V.  Va.,  on  Iron  and  xieel  sheets  was  nut  unreason- 
aMe  Inn  uniliily  prejudicial.  Ilir  ( 'nmmission  Mas  held  in  No. 

.  :.  I'arkersl.ur;:  Kig  &  Keel  Co.  vs.  B.  &  O.  et  al.p  opinion 
No.  TIL'C.  i;::  I.  c.  ('..  ::c,:;  i;.  n  held  further  that  complainant 
was  not  shown  lo  haw  heen  damaged  hy  tin-  undue  prejudice  and 
denied  reparation. 

The  complainant,  which  manufactures  iron  and  ateel  tanks 
at  I'arkeisbur;:,  alleged  that  defendants'  failure  to  establish 
through  rales  on  iron  and  steel  from  points  in  Pennsylvania, 
Ohio,  Illinois.  Indiana.  \\Vsi  Virginia,  Kentucky  and  Missouri 
to  destinations  throughout  the  United  States,  with  fabrication 
in  transit  at  Parkershurg,  was  unreasonable,  unjustly  discrim- 
inatory and  unduly  prejudicial.  The  Commission  was  asked  to 
require  i  lie  establishment  of  fabrication  in  transit  at  ParRers- 
burg  and  to  award  reparation. 

'['he  Commission  said  that  at  the  hearing  counsel  for  the 
B.  &  O.,  the  principal  defendant,  and  the  only  carrier  defendant 
directly  serving  Parkersburg,  agreed  to  accord  fabrication  In 
transit  at  Parkersburg  on  all  of  the  iron  and  steel  articles  used 
for  fabrication  into  tank  material  on  the  basis  prevailing  in 
official  territory,  with  the  exception  of  iron  and  steel  sheets.  It 
pointed  out  that  fabrication  on  sheets  is  allowed  in  western  ter- 
ritory but  not  under  the  designation  of  sheets  in  official  terri- 
tory, although  it  is  allowed  on  plates.  The  complainant  con- 
tended there  was  no  transportation  or  classification  distinction 
between  plates  and  sheets,  or  between  tanks  made  of  plates  and 
tanks  made  of  sheets.  The  Commission  said  carriers  in  western 
terditory  have  not  distinguished  plates  from  sheets  in  their 
tariffs,  and  that  the  consolidated  classification  makes  no  dis- 
tinction between  them  in  ratings.  The  sheet  and  plate  tank 
business  is  highly  competitive,  the  Commission  said,  and  the 
complainant's  principal  competitors  are  at  Kansas  City,  Mo., 
Topeka.  Kan.,  and  Tulsa,  Okla.,  where  fabrication  in  transit  is 
accorded  on  sheets.  The  complainant  asserted  that  unless  ac- 
corded fabrication  on  sheets  it  would  be  compelled  to  abandon 
the  manufacture  of  sheet-metal  tanks  because  the  difference 
between  the  combination  rates  on  Parkersburg,  which  it  is  now 
obliged  to  pay,  and  the  joint  rates  with  fabrication  at  that 
point,  amounted  on  the  average  to  about  23  cents  per  100  pounds 
and  represented  practically  its  entire  profit  in  tank  manufacture. 
The  defendants  based  their  defense  chiefly  on  the  fact  that  fab- 
rication on  sheets  has  never  been  accorded  by  carriers  in  official 
territory,  and  on  the  belief  that  the  granting  of  the  arrange- 
ment on  sheets  might  open  the  way  to  broad  extensions  of  fabri- 
cation in  transit  throughout  that  territory.  The  Commission  said 
I  lie  evidence  in  support  of  the  latter  contetnion  was  not  con- 
vincing. 

The  defendants  have  been  ordered  to  remove  the  undue 
prejudice  on  or  before  December  1. 


STATUS  OF  INDUSTRIAL  RAILROADS 

In  three  decisions  under  the  Second  Industrial  Railways  Case, 
'No.  1181.  in  the  matter  of  allowances  to  short  lines  of  railroads 
serving  industries,  the  Commission  has  held  the  Berlin  Mills 
Railway  and  the  New  Castle  &  Ohio  River  Railway  Co.  to  be 
common  carriers  and  that  the  American  Hominy  Co.  operates  its 
plant  tracks  as  a  plant  facility  and  is  not  a  common  carrier. 

The  decision  with  respect  to  the  Berlin  Mills  Railway  was 
made  in  I.  and  S.  No.  414,  cancellation  of  rates  in  connection 
with  small  lines  by  carriers  in  Official  Classification  territory, 
opinion  No.  7112,  63  I.  C.  C.,  313-18.  This  railway  is  operated  at 
Merlin,  X.  H.  It  has  3.75  miles  of  main  track  and  5.325  miles  of 
spur  tracks  or  siding,  a  total  of  9.075  miles,  and  connects  with 
the  Grand  Trunk  and  Boston  &  Maine.  It  is  owned  by  the  Brown 
Co.,  a  corporation,  which  has  several  plants  at  or  near  Berlin, 
for  which  the  road  performs  switching  services.  It  performs 
switching  services  for  other  plants.  The  Commission  said  that 
upon  the  record  it  found  the  railway  to  be  a  common  carrier  and 
entitled  to  participate  in  joint  rates  with  its  trunk  line  connec- 
tions, or  have  its  switching  charges  absorbed  under  appropriate 
tariff  provision  by  roads  having  the  line  haul.  Its  compensation, 
the  Commission  said,  in  either  form,  must  not  be  more  than  is 
reasonable,  and  a  specific  and  complete  statement  of  any  basis 
agreed  upon  must  be  filed  with  the  Commission  immediately  upon 
its  adoption.  Commissioner  Eastman  dissented,  but  did  not  state 
his  reasons  therefor. 

In  opinion  No.  7110,  63  I.  C.  C.,  305-9,  also  listed  under  I.  and 
S.  No.  114,  the  Commission  held  the  New  Castle  &  Ohio  River 
Railway  Co.  to  be  a  common  carrier  which  may  lawfully  receive 
from  its  trunk  line  connection  compensation  out  of  the  through 
interstate  rates,  to  and  from  points  on  its  line,  in  the  form  of  divi- 
sions of  joint  rates,  or  of  absorptions  of  its  switching  charges 
under  appropriate  tariff  provision.  The  New  Castle  extends  from 
Hanging  Rock,  O.,  on  the  Ohio  River,  to  New  Castle,  O.,  a  dis- 
tance of  3.5  miles.  Practically  all  shares  of  capital  stock  are 
held  by  the  stockholders  of  the  Hanging  Rock  Iron  Co.,  whose 
blast  furnace  at  Hanging  Rock  is  the  principal  industry  served. 
In  addition  to  the  '.'..'>  miles  of  main  track  extending  from  Hang- 
ing Rock,  it  operates  2.."i  miles  of  yard  tracks  and  sidings  located 


In  and  around  ilie  plant  of  ihe  Iron  company.  The  New  Ca 
nerves  two  small  independent  coal  mines  located  near  its  main 
line,  I  he  coal  heing  hauled  from  the  mines  In  wagons;  several 
shippers  ol  lores)  products  ami  a  ulng  company,  and  also  handles 
a  small  amount  of  traffic  Hiich  as  household  goods  ;»nd  mining 
supplies.  The  Norfolk  &  Western,  the  connecting  trunk  line,  con- 
tended the  New  Castle  wan  not  a  common  carrier. 

In  the  decision  covering  the  American  Hominy  Co.,  opinion 
No.  7m,  I',:!  I.  C.  ('..  ;\\<\--r±,  listed  under  I.  and  S.  N...  114,  IMP 
Commission  held  that  the  hominy  company  operates  its  plant 
tracks  as  a  plant  facility  and  that  it  is  not  a  common  carrier,  and 
that  the  trunk  lines  need  not,  in  the  absence  of  unjust  discrim- 
ination or  undue  prejudice,  make  any  allowance  for  services  per- 
formed by  it  in  connection  with  the  transportation  of  through 
interstate  shipments.  The  tracks  are  located  at  the  company's 
plants  in  Indianapolis,  Ind.  The  Commission  said  no  Indus'' 
or  shippers  other  than  the  Hominy  company  were  served. 


COAL  DEMURRAGE  AT  MINNEAPOLIS 

An  award  of  reparation  has  been  made  by  the  Commission 
in  No.  11827,  Reeves  Coal  &  Dock  Co.  vs.  Director-General,  as 
agent,  opinion  No.  7134,  63  I.  C.  C.  387-8,  on  a  holding  that  de- 
murrage charges  on  a  carload  of  coal  held  at  Minneapolis,  Minn., 
from  December  11  to  18,  1918,  were  illegally  assessed.  The  car 
involved  was  received  at  Minneapolis  early  in  December,  1918, 
from  Sonman,  Pa.,  having  moved  over  the  Soo  line,  and  was 
switched  to  complainant's  yard  No.  1  by  the  Northern  Pacific 
for  account  of  the  Soo  line.  The  complainant  directed  that  the 
car  be  forwarded  to  Kenmare,  N.  D.,  giving  such  notice  to  the 
local  agent  of  the  Northern  Pacific  with  the  following  notation 
thereon:  "Notice. — If  this  freight  cannot  move  from  original 
point  of  shipment  to  original  destination  on  the  lowest  published 
rate  between  those  stations  do  not  apply  this  order,  but  notify 
us  at  once  and  hold  for  other  disposition."  The  Northern 
Pacific  carded  the  car  without  showing  destination  and  switched 
it  over  to  the  Soo  line  yard,  where  it  was  received  December  11. 
On  December  17  complainant  was  notified  by  the  Soo  line  car 
was  being  held  for  instructions  and  upon  being  advised  that 
a  bill  of  lading  was  necessary  to  cover  the  shipment  promptly 
executed  the  same.  Demurrage  charges  were  collected  by  the  Soo 
for  the  period  December  11  to  December  18.  The  complainant 
contended  it  had  furnished  forwarding  instructions  and  that 
therefore  assessment  of  demurrage  was  unlawful.  The  defend- 
ant contended  the  complainant  should  have  taken  out  a  bill  of 
lading  with  the  Soo  line,  as  the  subsequent  movement  of  the 
car  from  Minneapolis  was  a  reshipment,  requiring  the  execution 
of  a  new  bill  of  lading.  The  Commission  said  the  complainant 
had  tendered  what  purported  to  be  shipping  instructions  to  re- 
consign  the  car  to  Kenmare  and  that  the  Northern  Pacific,  with- 
out advising  the  complainant  that  it  could  not  comply  therewith, 
accepted  them  and  moved  the  car,  thereby  leading  complainant 
to  believe  that  its  instructions  had  been  acted  upon.  It  held  the 
demurrage  was  assessed  as  a  result  of  the  railroad  error  and 
that  under  the  applicable  tariff  no  demurrage  accrues  under 
such  circumstances.  It  pointed  to  its  decision  in  Middle  West 
Coal  Co.  vs.  C.  &  O.  Ry.  Co.,  41  I.  C.  C.  723,  and  said  where  a 
shipper  is  compelled  to  pay  demurrage  charges  through  the  fault 
of  one  of  the  transporting  carriers,  such  charges  must  be  rf 
funded. 


REFUSE  CANE  MOLASSES 

A  class  C  rate  of  70  cents  on  refuse  cane  molasses  from  Oak- 
land, Cal.,  to  Ogden,  Utah,  applied  on  a  shipment  moving  March 
26,  1919,  was  unreasonable  to  the  extent  that  it  exceeded  a  rate 
of  48  cents,  the  Commission  has  held  in  awarding  reparation  in 
No.  11768,  Albers  Brothers  Milling  Co.  vs.  Director-General,  as 
agent,  opinion  No.  7133,  63  I.  C.  C.  384-6.  The  complainant  asked 
reparation  down  to  the  basis  of  a  rate  of  41.5  cents  established 
August  31,  1919,  on  blackstrap  molasses  from  Oakland  and  other 
California  points  to  Utah  common  points,  including  Ogden.  The 
class  C  rate  of  70  cents  was  applicable  on  blackstrap  molasses 
and  was  reduced,  the  defendant  stated,  because  of  its  understand- 
ing that  there  was  to  be  a  steady  movement  of  refuse  cane 
molasses  from  California  to  Utah  points,  and  that  the  rate  was 
fixed  at  41.5  cents  on  the  erroneous  assumption  that  this  rate 
was  applicable  on  refuse  molasses  from  the  Missouri  River  to 
Utah  and  its  publication  from  Oakland  would  promote  competi- 
tion. The  Commission  said  as  a  matter  of  fact  the  rate  applied 
on  refuse  syrup  in  the  opposite  direction  from  Ogden  to  the 
Missouri  River,  and  that  the  movement  from  California  under 
the  reduced  rate  did  not  materialize.  Complainant's  claim  of  un- 
reasonableness, the  Commission  said,  was  based  largely  on  the 
following  facts:  That  the  refuse  molasses  shipped  was  worth  only 
$20  a  ton  F.  0.  B.  Oakland;  that  the  contemporaneously  applic- 
able rate  on  petroleum  oils,  viz..  crude,  gas,  road  and  stove  oil, 
also  fuel  oil,  from  Oakland  to  Utah  points  was  37.5  cents;  that 
the  rate  on  blackstrap  molassts  from  California  points  to  trans- 
continental groups  F,  G.  H,  and  J,  some  destinations  in  which  are 
approximately  twice  as  far  from  Oakland  as  is  Ogden,  was  69 
cents;  and  that  the  41.5  cent  rate  was  subsequently  established. 
The  Commission  said  Agent  Gomph's  exceptions  to  the  Western 
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Classification  provided  and  provide  class  E  rating  on  refuse  mo- 
lasses, beet  or  cane,  and  that  had  these  exceptions  been  applicable 
a  rate  of  48  cents  would  have  been  charged.  It  said  in  the  light 
of  comparisons  of  the  car-mile  and  ton-mile  earnings  on  the  ship- 
ment of  refuse  molasses  with  earnings  between  the  same  points 
on  beans  and  peas,  canned  goods,  iron  and  steel,  prepared  roof- 
ing, soap,  sugar,  asphaltum,  crude  oil  and  sulphur,  a  rate  of 
48  cents  would  have  yielded  car-mile  and  ton-mile  earnings  which 
compare  favorably  with  those  on  the  commodities  enumerated. 

RATES  ON  HOGS  IN  NEW  JERSEY 

A  rate  of  $15  a  car  charged  by  the  defendant  for  the  trans- 
portation of  702  carloads  of  dressed  hogs  from  Harrison,  N.  J., 
to  Jersey  City,  N.  J.,  between  June  25,  1918,  and  May  23,  1919, 
was  unjust  and  unreasonable  to  the  extent  that  it  exceeded  a 
rate  of  $9.60  per  car,  the  Commission  has  held  in  awarding  rep- 
aration in  No.  11438,  Swift  &  Co.  vs.  Director-General,  as  agent, 
opinion  No.  7135,  63  I.  C.  C.  389-92.  For  a  number  of  years  prior 
to  April  25,  1918,  the  charge  for  the  service  of  hauling  complain- 
ant's shipments  from  its  slaughter  house  at  Harrison  to  its  Jer- 
sey City  plant  was  $3  per  car.  On  April  25,  1918,  the  charge 
was  increased  to  $3.45,  and  June  25,  1918,  under  G.  O.  No.  28 
to  $4.50.  Contemporaneously  (June  25,  1918)  a  minimum  charge 
of  $15  per  car  was  established  for  line-haul  movements  of  all 
carload  shipments,  with  certain  exceptions,  not  including  dressed 
hogs.  That  charge  remained  in  effect  until  May  23,  1919,  when 
it  was  reduced  under  freight  rate  authority  No.  8031  to  3  cents 
per  100  pounds,  subject  to  a  carload  minimum  of  21,000  pounds. 
The  complainant  asked  reparation  to  that  basis. 


RATES  ON  COAL  TO  DETROIT 

Rates  ranging  from  33  to  56  cents  per  ton  in  excess  of 
the  rates  to  Detroit  proper,  charged  on  shipments  of  coal  from 
Murray  City  and  Corning,  O.,  Winters  and  Tremont,  Ky.,  Mon- 
itor, W.  Va.,  and  Coxton,  Pa.,  to  complainant's  Seven  Mile  Road 
yard  in  the  city  of  Detroit,  were  illegal  to  the  extent  that  they 
exceeded  those  contemporaneously  applicable  to  points  within 
the  Detroit  switching  limits,  the  Commission  has  held  in  No. 
11964,  P.  Koenig  Coal  Co.  vs.  Hocking  Valley  et  al.,  opinion  No. 
7136,  63  I.  C.  C.  392-5,  It  found  complainant  entitled  to  repara- 
tion to  the  basis  of  the  rates  found  reasonable.  The  report  also 
embraced  No.  11964,  Sub-No.  1,  Same  vs.  L.  &  N.  et  al.;  No.  11964, 
Sub-No.  2,  Same  vs.  C.  &  O.  et  al.;  No.  11964,  Sub-No.  3,  Same 
vs.  Toledo  &  Ohio  Central  et  al.;  and  No.  11964,  Sub-No.  4, 
Same  vs.  Lehigh  Valley  et  al.  The  shipments  moved  in  the 
period  from  August  26  and  December  10,  1920.  Since  the  latter 
date  the  Detroit  rates  have  applied  to  and  beyond  complainant's 
yard,  which  is  served  by  the  Grand  Haven  division  of  the  Grand 
Trunk  by  specific  tariff  provision,  defendant's  delivering  line- 
haul  connections  absorbing  its  switching  charges,  the  Commis- 
sion said,  but  at  the  time  the  shipments  moved  no  switching 
boundaries  were  named  in  defendant's  tariff.  The  Commission 
said  since  the  defendant  held  itself  out  to  perform  switching 
deliveries  at  Detroit  and  did  not  in  its  tariff  limit  or  describe 
the  district  in  which  the  switching  was  to  be  performed,  the 
logical  interpretation  of  the  tariff  was  that  such  deliveries  were 
to  be  made  anywhere  on  its  lines  within  the  city.  Complainant's 
yard  No.  1  the  Commission  said,  is  one  mile  within  the  city  lim- 
its of  Detroit,  but  the  rates  applicable  on  the  shipments  involved 
were  those  applicable  to  points  just  at  or  beyond  the  city  limits. 


MILK   AND  CREAM    MINIMUM 

In  I.  and  S.  No.  1331,  Minimum  Requirement  on  L.  C.  L. 
Milk  and  Cream  Shipments,  opinion  No.  7148,  63  I.  C.  C.  448-449, 
the  Commission  has  found  not  justified  a  proposed  rule  requiring 
a  minimum  of  6,120  quarts  on  less-than-carload  shipments  of 
milk  and  cream  in  open-iced  cars.  The  Commission  held,  how- 
ever, that  the  Central  Vermont  Railway,  the  respondent,  may 
establish  a  rule  requiring  a  minimum  shipment  of  5,100  quarts 
of  milk  as  a  condition  precedent  to  the  use  of  special  baggage 
or  open-iced  car  service.  The  schedule  found  unreasonable  must 
be  canceled  on  or  before  October  15. 


RATES  ON  SCRAP  IRON  FROM  ERNSTON  N.  C. 
An  award  of  reparation  has  been  made  by  the  Commission  in 
No.  11765,  David  Kaufman  &  Sons  Co.  vs.  Director-General,  as 
agent,  opinion  No.  7127,  63  I.  C.  C.  367-8,  on  a  holding  that  car- 
load rates  on  scrap  iron  from  Ernston,  N.  J.,  to  Elizabethport 
and  Bayway,  N.  J.,  intrastate,  during  federal  control,  applying 
via  Oak  Island  Junction,  N.  J.,  were  not  unreasonable,  but  that 
rates  from  and  to  the  same  points  applying  via  South  Amboy, 
N.  J.,  were  unreasonable. 


.       RATE   ON    FUEL  OIL   IN    ILLINOIS 

Although  finding  that  rates  on  fuel  oil  from  Roxanna  to 
Federal,  111.,  during  federal  control,  were  unjust  and  unreason- 
able to  the  extent  that  they  exceeded  2.5  cents  per  100  pounds, 
minimum  charge  $15  per  car,  the  Commission,  in  No.  11564, 
Laclede  Steel  Co.  vs.  Director-General,  as  agent,  Chicago  &  Alton 


et  al.,  opinion  No.  7132,  63  I.  C.  C.  381-3,  has  dismissed  the 
complaint  without  awarding  reparation  because  the  shipments 
were  sold  to  complainant  f.  o.  b.  destination  and  the  complainant 
did  not  pay  and  bear  the  charges  thereon.  The  Illinois  Glass 
Company,  which  intervened  in  support  of  the  complaint,  at  the 
hearing  asked  that  reparation  be  awaraded  to  it  on  shipments 
to  Glass  Works,  111.,  to  whatever  basis  was  found  reasonable 
to  Federal,  but  the  Commission  said  the  issue  thus  raised  was 
beyond  the  scope  of  the  complaint  and  could  not  be  considered. 


MINIMUM    WEIGHT  ON   SODA  ASH 

Charges  on  15  carloads  of  soda  ash  and  caustic  soda  from 
Barberton,  O.,  to  Chicago,  111.,  based  upon  minimum  weight  ex- 
ceeding car  capacity,  were  unreasonable  to  the  extent  that  they 
exceeded  those  which  would  have  accrued  at  the  applicable  rate, 
base,d  on  the  actual  weights  of  the  shipments  loaded  to  full 
visible  capacity  of  the  cars  used,  the  Commission  has  held,  in 
awarding  reparation  in  No.  11794,  Armour  &  Co.  vs.  Director- 
General,  Erie,  et  al.,  opinion  No.  7128,  63  I.  C.  C.  369-70.  This 
was  a  case  in  which  complainant  permitted  use  of  15  of  its 
refrigerator  cars  then  being  returned  empty,  and  the  cars  were 
loaded  to  full  visible  capacity,  the  weights  ranging  from  33,248 
to  48,844  pounds.  The  charges  were  collected  on  a  minimum  of 
50,000  pounds  and  the  applicable  rate  of  10.9  cents  per  100 
pounds. 


SWITCHING   CRUSHED   STONE 

Reparation  has  been  awarded  by  the  Commission  in  No. 
11199,  Marble  Cliff  Quarries  Co.  vs.  Director-General,  as  agent, 
and  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis,  opinion  No. 
7117,  63  I.  C.  C.,  339-41,  on  a  finding  that  a  switching  rate  of 
30  cents  per  net  ton  on  crushed  stone  between  complainant's 
plants  near  Marble  Cliff,  O.,  during  federal  control,  was  unrea- 
sonable to  the  extent  that  it  exceeded  20  cents,  a  subsequently 
established  rate. 


CORN,  NEBRASKA  TO  COLORADO 

A  finding  of  unreasonableness  and  an  award  of  reparation 
on  a  holding  that  rates  on  corn  from  Long  Pine  and  Eli,  Nebr., 
to  Fort  Collins,  Colo.,  during  federal  control,  were  unreason- 
able, has  been  made  by  the  Commission  in  No.  11418,  Walrath 
&  Sherwood  Lumber  Co.  vs.  Director-General,  as  agent,  opinion 
No.  7120,  63  I.  C.  C.,  347-8.  Charges  on  the  shipments  from  Long 
Pine  were  collected  on  the  basis  of  the  applicable  combination 
rate  of  G9  cents,  and  on  the  shipments  to  Eli  on  the  basis  of 
the  applicable  combination  rate  of  65  cents.  The  Commission 
held  the  rates  unreasonable  to  the  extent  that  they  exceeded  a 
subsequently  established  rate  of  31  cents  and  that  reparation 
should  be  made  to  that  basis. 


CAR  SERVICE  AT  BENTON  MINES 

Complainants  have  not  been  subjected  to  undue  prejudice 
or  disadvantage  because  of  defendants'  failure  to  extend  to 
complainants'  mines  near  Benton,  III.,  the  services,  rates  and 
facilities  of  the  C.  B.  &  Q.  through  trackage  or  other  agree- 
ments, the  Commission  has  held  in  dismissing  the  complaints 
in  No.  11984,  Benton  Coal  Mining  Co.  vs.  C.  B.  &  Q.  et  al., 
opinion  No.  7137,  63  I.  C.  C.,  396-400.  The  report  also  embraces 
No.  11859,  Franklin  County  Mining  Co.  vs.  C.  B.  &  Q.  et  al. 
The  mines  of  the  complainants  are  situated  in  what  is  known 
as  the  southern  Illinois  coal  group  and  are  served  by  the 
Illinois  Central,  the  Missouri  Pacific  and  the  Chicago  &  Eastern 
Illinois.  The  line  of  the  C.  B.  &  Q.  extends  through  this  gen- 
eral territory  in  a  north-and-south  direction,  intersecting  the 
line  of  the  I.  C.  at  Christopher,  111.,  and  the  Missouri  Pacific 
at  or  near  Zeigler,  111.  The  Burlington,  under  trackage  agree- 
ments, the  Commission  said,  reaches  mines  of  complainants' 
competitors  at  Logan  and  Royalton,  111.,  located  on  the  I.  C. 
and  Mo.  Pac.,  respectively.  Similarly,  the  I.  C.  reaches  a 
mine  at  Orient,  111.,  located  on  the  Burlington.  The  com- 
plainants alleged  that  in  refusing  to  afford  joint  service  to 
their  mines  at  Benton  to  the  same  extent  that  joint  service 
was  afforded  to  mines  of  their  competitors  at  Logan,  Orient 
and  Royalton,  defendants  gave  undue  preference  and  ad- 
vantage to  such  competing  mines  and  subject  complainants 
to  undue  prejudice  and  disadvantage.  The  Commission  said 
the  real  purpose  of  the  complaints  was  to  secure  car  service 
from  the  Burlington. 

"Complainants  insist,"  the  Commission  said,  "that  the  re- 
fusal of  the  defendants  to  extend  the  service  of  the  Burlington 
to  complainants'  mines  is  unduly  prejudicial,  so  long  as  they 
contemporaneously  join  in  such  arrangements  to  other  simi- 
larly situated  mines  not  located  on  the  rails  of  the  Burlington. 
Conceding  that  the  Burlington  owed  in  the  beginning  no  duty 
to  these  mines,  it  is  urged  that  once  the  Burlington  and  other 
defendants  entered  upon  a  program  of  extending  their  facilities 
to  mines  on  other  roads,  they  incurred  the  obligation  to  serve 
alike  all  shippers  similarly  located  at  mines  on  other  roads. 

"We  have  repeatedly  held  that  trackage  agreements  can 
not  be  used  as  a  cloak  to  corer  unjust  discrimination.  Whn. 
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ariaiK'.eincnt.s  .I,,  mil  result  iii  unjust  discrimination  they 
arc'  mil  to  he  coml.  mned. 

"In   Kitls;.'  Cmil   Mining  Co.  vs.  M.  P.  R.  K.  Co.,  62  I.  C.  C., 

and  H.  i  UK  Mines  Co.  vs.  Direct or-Oeneral,  62  I.  C  C.  266, 
\\e  consid. T. •(!  s.iini'wliat  similar  situations  We  held  that  the 

ice  of  a  mine  by  a  carrier  under  a  trackage  agreement  is, 
In  practical  Mini  legal  effect,  the  substantial  equivalent  of  an 

nsinn  nf  iis  rails  to  the  mine;  that  a  mine  which  Is  ac- 
corded a  joint  status  by  means  of  a  trackage  agreement  Is  In 
the  same,  category  as  a  Junc.t  ion-point  mine;  and  that  subject 
to  certain  exceptions  not  here  present,  a  carrier  is  not  charge- 
able with  undue  prejudice  because  It  extends  Its  service  to 
certain  mines,  either  by  extensions  of  its  rails  or  under  track- 
age agreements,  (hereby  Diving  them  the  advantage  s  of  a  joint 
or  junction-point  status,  while  declining  to  make  other  exten- 
sions or  trackage  agreements  to  extend  Its  service  to  other 
mines. 

"Complainants  allege  that  the  so-called  trackage  contracts 
are  after  all  merely  reciprocal  switching  agreements.  None  of 
them  is  carried  out  so  far  as  actual  operation  is  concerned,  and 
their  sole  purpose,  it  is  asserted,  goes  merely  to  establishing 
tin  method  of  compensation  between  the  railroads. 

"It  can  not  be  held  that  because  the  Burlington  thus  ex- 
tended its  lines  to  certain  mines,  it  thereby  held  itself  out  to 
serve  all  mines  in  that  general  territory  similarly  situated  in 
regard  to  its  own  tracks. 

"Following  the  views  expressed  in  the  cases  cited,  and  on 
this  record,  we  find  that  the  defendants'  failure  to  arrange  for 
the  extension  to  the  complainants'  mines  near  Benton,  111.,  of 
the  services,  rates  and  facilities  of  the  Chicago,  Burlington  & 
Quincy  through  trackage  or  other  agreements  does  not  subject 
the  complainants  to  undue  prejudice  or  disadvantage." 


per  diem  rather  than  average  demurrage  was  to  Its  advantage. 
It  also  held  that  determination  or  whether  or  not  ronijilalnant 
was  a  common  carrier  was  not  necessary  In  connection  with  the 
case. 


JOINT  SERVICE  TO  COAL  MINES 

On  a  finding  that  the  failure  of  the  defendants  to  make 
arrangements  whereby  complainant's  mine,  located  on  the  Big 
Four  at  Hillsboro,  111.,  would  be  enabled  to  avail  itself  of  the 
service,  facilities  and  rates  of  the  Chicago  &  Eastern  Illinois  in 
connection  with  the  interstate  transportation  of  coal,  does  not 
result  in  undue  prejudice  and  disadvantage  to  the  complainant, 
the  Commission  has  dismissed  the  complaint  in  No.  11674,  Hills- 
boro Coal  Co.  vs.  C.  C.  C.  &  St.  L.  et  al.,  opinion  No.  7138,  63  I.  C. 
C.,  401-4.  The  Commission  said,  prior  to  February  29,  1920, 
complainant's  mines  was  treated  in  all  respects  as  a  joint  mine 
and  entitled  to  share  in  the  available  car  supply  of  both  the  Big 
Four  and  the  Chicago  &  Eastern  Illinois  This  was  accomplished 
by  means  of  a  switching  and  absorbing  arrangement  which  the 
Big  Four  canceled  February  29,  1920,  and  made  applicable  the 
distance  tariff  rate  of  53  cents  per  ton.  The  Big  Four  refused 
to  switch  cars  tendered  by  the  Eastern  Illinois  for  loading  at 
the  mine,  the  Commission  said,  or  deliver  cars  loaded  by  the 
mine  to  that  carrier,  unless  routed  via  Shelbyville,  111.,  a  junc- 
tion point  about  43  miles  east  of  Hillsboro.  This  resulted  in 
making  complainant  wholly  dependent  on  the  Big  Four  for  its 
car  supply  and  in  an  increase  in  its  rates  for  the  movement  of 
coal  routed  via  the  Eastern  Illinois  through  Hillsboro.  The 
complainant  alleged  the  action  of  the  Big  Four  had  subjected  it 
to  undue  prejudice  and  disadvantage  and  to  unreasonable  rates. 
It  asked  for  I  ho  restoration  of  the  arrangement  formerly  in 
Meet. 

The  Big  Four  took  the  position  that  to  require  it  to  make 
delivery  of  coal  from  complainant's  mine  to  the  Eastern  Illinois 
at  Hillsboro  would  be  to  deprive  it  unlawfully  of  its  long  haul, 
since  the  mine  is  not  on  the  joint  track  and  therefore  not  served 
directly  by  the  Eastern  Illinois.  The  Commission  said  the  Big 
IVur  now  published  joint  rates  in  connection  with  the  Eastern 
Illinois  on  substantially  the  same  basis  as  the  rates  in  force 
by  the  Eastern  Illinois  direct,  and  that  on  brief  the  Big  Four 
expressed  willingness  to  join  the  Eastern  Illinois  in  the  pub- 
lishing of  joint  through  rates  to  points  on  its  line  where  such 
rates  are  not  now  in  effect.  The  Commission,  in  holding  as  it 
did.  followed  its  decisions  in  Ridge  Coal  Mining  Co.  vs.  M.  P. 
II.  K.  Co.,  62  I.  C.  C.,  259,  and  Dering  Mines  Co.  vs.  Director- 
ial, 62  I.  C.  C.,  265. 


PER  DIEM  ON  SUPERIOR  &  S.  E.  RY. 

Tho  Commission  has  dismissed  the  complaint  in  No.  118oO, 
Superior  &  Southeastern  Railway  Co.  vs.  Director-General,  as 

u.  and  C.  St!  P.  M.  &  0.,  opinion  No.  7143,  63  I.  C.  C.,  431-3, 
on  a  holding  that  per  diem  charges  collected  by  the  Omaha  from 
the  complainant,  during  the  month  of  July,  1919,  were  not  un- 

unable  The  charges  were  based  on  the  per  diem  rules  of 
the  A.  R.  A.,  hut  the  complainant  said  proper  charges  would 
have  accrued  had  the  Director-General's  circular  CS-59  been 
applied,  which  provided  practically  average  demurrage  charges 
from  the  time  the  complainants  actually  took  the  cars  off  the  in- 
i.Tclianne  until  they  were  returned.  During  July.  1919,  the 
.•iimplainant  was  not  under  federal  control,  the  Commission  said, 
therefore  claimed  the  benefit  of  provisions  in  CS-59  relat- 
ing to  settlements  of  per  diem  between  federal  and  non-federal 
.  The  Commission  said  that  the  complainant  being  charged 


RATES  ON  CEMENT  TO  NEW  ENGLAND 

Carload  rates  on  cement  from  Hudson,  N.  Y.,  to  points  In 
New  Kngland  are  not  unreasonable  and  do  not  subject  Hudson 
to  undue  prejudice  and  disadvantage  and  give  to  the  Lehlgh 
district  of  Pennsylvania  an  undue  preference  and  advantage, 
the  Commission  has  held.  In  dismissing  the  complaint  In  No. 
11110,  Atlas  Portland  Cement  Co.  vs.  Central  Vermont  Railway 
Co.,  Director-General,  et  al.,  opinion  No.  7142,  63  I.  C.  C.,  420-30. 
The  report  covers  No.  11110,  covering  destinations  on  the  Central 
Vermont,  and  sub-numbers  1  to  8,  covering  destinations  on  the 
Boston  &  Albany,  Bangor  &  Aroostook,  Maine  Central,  Rutland, 
New  York,  New  Haven  &  Hartford,  Boston  &  Maine,  New  York 
Central,  and  Central  New  Kngland,  respectively.  The  Commis- 
sion said  the  case  "unfolds  to  a  major  extent  as  a  contest  be- 
tween the  Hudson  and  the  Lehigh  districts  for  the  cement  trade 
of  New  England.'" 

"New  England  consumes  annually  about  6,000,000  barrels  of 
cement,"  the  Commission  said.  "Of  this,  95  per  cent  comes  from 
the  combined  Hudson  and  Lehigh  districts.  The  greater  part 
of  the  New  England  cement  originates  in  the  Lehigh  district. 
This  is  due,  according  to  complainant,  to  the  failure  of  the  car- 
riers, which  participate  as  delivering  lines  in  the  transporta- 
tion of  cement  from  both  Hudson  and  Lehigh,  sufficiently  to 
recognize,  by  the  present  differentials  in  favor  of  Hudson,  the 
geographical  advantage  of  Hudson's  location  much  nearer  than 
the  Lehigh  district  to  New  England." 

The  question  to  what  extent,  if  any,  there  has  been  a  fail- 
ure of  adequate  recognition  of  Hudson's  geographical  location, 
the  Commission  said,  is  complicated  by  two  outstanding  con- 
tentions of  the  complainant  with  respect  to  relative  distances 
from  Hudson  and  Lehigh.  One  of  these  is  that  there  is  no  Hud- 
son rate  group,  as  that  term  is  commonly  used,  the  Commission 
said,  and  that,  as  the  complaint  involves  rates  only  from  Hud- 
son, the  mileage  from  Hudson  alone  should  prevail.  The  other 
contention,  the  Commission  said,  relates  to  relative  conditions 
of  transportation  as  affecting  a  proper  comparison  of  mileages 
from  Hudson  and  Lehigh.  The  Commission  said  that,  to  New 
England  as  a  whole,  the  rates  from  Hudson  and  Lehigh,  so  far 
as  mileage  controls,  were  not  shown  upon  the  record  to  be  im- 
properly related.  The  Commission  said  to  apply  a  distance 
scale  from  all  points  in  the  Hudson  and  Lehigh  districts  would 
disrupt  long  existing  relationships,  upon  which  the  industry 
has  grown  up,  including  relationships  which  were  not  in  issue 
in  the  proceeding,  had  not  been  shown  to  be  necessary  or  advis- 
able at  this  time. 


RATES  ON  GRAIN  AND  GRAIN  PRODUCTS 

The  Commission  has  dismissed  the  complaint  in  No.  10878, 
Board  of  Railroad  Commissioners  of  the  State  of  Iowa  et  al. 
vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  opinion  No.  7139, 
63  I.  C.  C.  405-12,  on  a  finding  that  local  and  proportional  rates 
on  grain  and  grain  products  from  Missouri  River  cities  ami 
points  west  thereof  to  Des  Moines,  la.,  and  from  Des  Moines  to 
Mississippi  River  crossings  and  east  thereof,  are  not  unreason- 
able or  unduly  prejudicial.  The  complainants  alleged  that  the 
local  and  proportional  rates  published  by  defendants  for  the 
transportation  of  grain  and  grain  products  from  points  located 
on  and  west  of  the  Missouri  River  to  Des  Moines,  and  from  Des 
Moines  to  Mississippi  River  cities  and  crossings  in  Iowa  and 
points  opposite  in  Illinois,  to  Peoria  and  Chicago,  III.,  Milwaukee, 
Wis.,  and  points  taking  the  same  rates,  and  to  destinations  east 
of  the  Illinois-Indiana  state  line,  were  unreasonable  and  unduly 
prejudicial. 

Boards  of  trade,  chambers  of  commerce  and  corporations  of 
Kansas  City,  Mo.,  Omaha,  Chicago  and  Milwaukee  appeared  at 
the  hearing  as  interveners,  seeking  to  preserve  the  existing  rela- 
tionship of  rates.  Cedar  Rapids,  la.,  interveners  backed  up  Des 
Moines,  and  sought  the  same  relief,  if  any,  accorded  that  city. 
The  complainants  asked  for  rates,  local  and  proportional,  to  Des 
Moines  from  points  on  the  Missouri  River  which  shall  not  exceed 
5  cents;  from  points  west  of  the  Missouri  River  which  shall 
not  exceed  those  to  the  Missouri  River  by  more  than  5  cents; 
and  from  Des  Moines  to  Mississippi  River  crossings  and  points 
east  thereof,  including  Chicago  and  Peoria,  rates  5  cents  less 
than  those  from  the  Missouri  River  to  the  same  points. 

"This  would  require  the  establishment  of  proportional  rates 
from  Des  Moines  to  Chicago  and  Peoria  where  none  now  exists, 
and  result  in  reductions  in  the  other  rates,"  the  Commission 
said. 

The  principal  object  of  the  proceeding,  the  Commission  said, 
was  to  have  Des  Moines  made  a  rate-breaking  point  on  grain 
traffic,  like  the  Missouri  and  Mississippi  river  points,  Chicago. 
Peoria  and  other  grain  markets. 

"Des  Moines,"  the  Commission  said,  "is  an  important  com 
mercial  city,  but  it  is  not  as  advantageously  situated  as  the 
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Missouri  River  cities  with  respect  to  this  grain  traffic.  Those 
cities  are  either  the  termini  of  the  principal  carriers  or  on  their 
main  lines  in  direct  route.  Des  Moines  is  on  the  direct  lines 
of  few  carriers  for  east-and-est  traffic,  and  in  many  instances 
is  only  reached  by  out-of-line  hauls  of  such  traffic.  The  condi- 
tions which  brought  about  the  proportional  rates  from  the  Mis- 
souri River  cities  are  in  nowise  comparable  with  those  existing 
at  Des  Moines.  It  must  be  recognized  that  carrier  competition 
controls  at  the  Missouri  River,  and  may  compel  the  establish- 
ment and  maintenance  of  proportional  rates  on  a  basis  lower 
than  we  would  be  justified  in  prescribing  from  Des  Moines,  where 
similar  forces  are  not  in  strife.  We  cannot  equalize  markets 
except  to  correct  a  substantial  injustice  in  the  rates.  It  does 
not  appear  that  Des  Moines,  under  individual  and  joint  rates 
with  transit  service,  is  laboring  under  such  a  disadvantage  as  a 
grain  market,  in  comparison  with  the  Missouri  River  cities  under 
proportional  rates,  as  to  entitle  complainants  to  the  relief  sought. 
"Upon  consideration  of  the  record  we  are  of  opinion  and 
find  that  the  rates  assailed  were  not,  and  that  the  present  rates 
are  not,  unreasonable  or  unduly  prejudicial.  The  complaint  will 
be  dismissed." 

Commissioner  Eastman,  dissenting  in  part,  said:  "I  confess 
to  some  difficulty  in  following  and  understanding  the  complexi- 
ties of  the  grain-rate  situation.  Possibly  carrier  competition 
may  be  a  sufficient  justification  for  the  rate  advantages  accorded 
the  Missouri  River  grain  markets  with  which  Des  Moines  com- 
petes or  seeks  to  compete.  However,  it  seems  to  me  that  at 
least  Des  Moines  should  have  outbound  proportional  rates  no 
higher  than  those  which  apply  from  the  Missouri  River  cities." 


RATES  ON  TEA  WASTE 

A  finding  that  the  complainant  is  entitled  to  reparation  of 
$8,852.98,  with  interest,  from  the  Director-General,  because  rates 
on  tea  waste,  imported  from  the  Orient,  from  San  Francisco  and 
New  York  to  St.  Louis,  were  unreasonable,  has  been  made  by 
the  Commission  in  No.  11434,  Monsanto  Chemical  Works  vs. 
Southern  Pacific,  Director-General,  as  agent,  et  al.,  opinion  No. 
7141,  63  I.  C.  C.  417-19.  The  report  also  embraces  No.  11434, 
Sub-No.  1,  same  vs.  Canadian  Pacific,  Director-General  et  al., 
and  No.  11435,  same  vs.  Wabash,  Director-General  et  al.  On  the 
shipments  from  San  Francisco  charges  were  collected  at  the 
applicable  import  rate  of  $1.875,  minimum  weight  30,000  pounds. 
On  the  shipments  from  New  York  charges  were  collected  on 
applicable  rates  of  $1.155  and  $1.16,  minimum  weight  20,000 
pounds.  The  Commission  found  the  rates  unreasonable  to  the 
extent  that  they  exceeded  61  cents,  minimum  36,000  pounds,  from 
New  York,  and  $1.40,  minimum  30,000  pounds,  from  San  Fran- 
cisco, these  rates  having  been  establiished  subsequent  to  the 
movement  of  the  shipments. 


MICHIGAN    RATES   ON    ICE 

An  award  of  reparation  has  been  made  by  the  Commission 
in  No.  H263,  Consumers  Ice  Co.  et  al.  vs.  Director-General,  as 
agent,  and  Pere  Marquette,  opinion  No.  7140,  63  I.  C.  C.  413-16, 
on  a  finding  that  rates  charged  on  intra state  carload  shipments 
of  ice  from  Homer,  Ramona,  Moon  Lake,  Hiram  and  Sand  Lake, 
Mich.,  to  Benton  Harbor  and  Grand  Rapids,  Mich.,  during  fed- 
eral control,  were  unreasonable.  The  shipments  from  Horner 
were  charged  a  rate  of  80  cents  per  net  ton  and  the  others,  70 
cents.  The  Commission  found  that  these  rates  were  unreason^ 
able  to  the  extent  that  they  exceeded  60  cents  per  ton  of  2,000 
pounds,  minimum  60,000  pounds,  and  ordered  reparation  to  that 
basis.  The  report  also  embraced  No.  10957,  Consumers  Ice  Co. 
vs.  same,  and  No.  11873,  Collins  Northern  Ice  Co.  vs.  Director- 
General,  as  agent. 


COMMISSION  ORDERS 

The  Commission  has  reopened  Nos.  10745,  National  Whole- 
sale Grocers'  Association  of  the  United  States  vs.  Director- 
General,  Alabama  &  Vicksburg  et  al.,  and  10745  (Sub  No.  1), 
Southern  Wholesale  Grocers'  Association  vs.  Southern  Ry., 
Director-General  et  al.,  on  the  question  of  the  elimination  of 
lard  compounds  and  lard  substitutes  from  the  mixing  rules  cov- 
ering fresh  meats  and  packing  house  products.  The  cases  have 
been  assigned  for  further  hearing  September  19  at  Chicago  be- 
fore Examiner  Bartel. 

The  second  and  third  paragraphs  of  the  order  in  No.  11414, 
Southern  Veneer  Association  et  al.  vs.  Atlantic  Coast  Line  et 
al.,  have  been  amended  by  adding  in  each  paragraph  after  the 
words  "Seaboard  Air  Line  Ry.  Co."  the  words  "except  from 
points  in  South  Carolina  on  the  line  of  the  Seaboard  Air  Line 
Ry.  Co.  extending  from  Hamlet,  S.  C.,  in  a  westerly  direction 
toward  Atlanta,  Ga." 

The  Commission  has  reopened  No.  11354,  Producers  Refin- 
ing Co.  vs.  Director-General,  Gulf,  Colorado  &  Santa  Fe  et  al., 
on  the  issue  as  to  whether  complainant,  prior  to  the  shipments 
involved,  filed  with  defendants  appropriate  application  under 
rule  77  of  tariff  circular  18-A  for  the  establishment  at  Gaines- 
ville, Tex.,  of  the  rates  on  gasoline,  C.  L.,  From  farther  distant 
points  to  Kassel,  Avondale  and  Westwego,  La. 


The  order  in  No.  11639,  Gillespie  Coal  Co.  vs.  Illinois  Trac- 
tion System  et  al.,  has  been  modified  so  as  to  become  effective 
on  30  days'  notice  November  7,  instead  of  October  7. 

On  defendants'  petition,  the  Commission  has  reopened  for 
further  hearing  No.  10892,  Railroad  Commissioners,  State  of 
Florida,  vs.  Director-General,  Aberdeen  &  Rockfish  et  al.  The 
Commission's  order  reopening  the  case  provided  that  its  order 
entered  therein  July  12  shall  remain  in  full  force  and.  effect,  and 
that  refrigeration  charges  be  published  in  accordance  with  the 
findings  in  that  report. 

The  order  entered  July  12  in" No.  9966,  Hudson  Mule  Co. 
et  al.  vs.  Louisville  &  Nashville,  Director-General  et  al.,  and 
cases  affiliated  therewith,  has  been  amended  to  the  effect  that 
the  rates  stated  therein  are  subject  to  the  increases  authorized  in 
Ex  Parte  74. 

The  Alpha  Portland  Cement  Company,  Lehigh  Portland  Ce- 
ment Company,  Marquette  Cement  Mfg.  Company,  Sandusky 
Cement  Company,  and  Indiana  Portland  Cement  Company  have 
been  permitted  to  intervene  in  No.  12710,  the  Atlas  Portland 
Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

The  American  Box  Board  Co.  has  been  permitted  to  inter- 
vene in  No.  12828,  Michigan  Paper  Mills  Traffic  Assn.  vs.  C.  & 
O.  et  al. 

Complainants'  petition  for  rehearing  in  No.  12236,  Provi- 
dence Fruit  &  Produce  Exchange  et  al.  vs.  Director-General,  Sea- 
board Air  Line  et  al.,  has  been  denied. 

On  petition  of  the  Director-General,  the  Commission  has  re- 
opened for  oral  argument  No.  11006,  Kalamazoo  Tank  &  Silo  Co. 
vs.  Director-General,  C.  &  N.  W.  et  al. 

The  second  petition  for  rehearing  in  No.  11400,  Atlantic  Re- 
fining Co.  vs.  Director-General  and  Pennsylvania,  filed  by  the 
Director-General,  has  been  denied. 

Petition  for  reargument  in  No.  11252,  Virginia-Carolina 
Chemical  Co.  vs.  Director-General,  filed  by  the  Director-General, 
has  been  denied. 

The  Rochester  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  12765,  Associated  Fruit  &  Vegetable  Industries 
of  New  York  State  et  al.  vs.  Ann  Arbor  et  al. 

Kansas  City,  Mo.,  has  been  permitted  to  intervene  in  No. 
12862,  Commerce  Club  of  St.  Joseph,  Mo.,  vs.  Alton  &  Southern 
et  al. 

The  Central  Illinois  Coal  Traffic  Bureau,  the  Commercial 
Club  of  Wahpeton,  N.  D.,  and  the  Commercial  Club  of  Grand 
Forks,  N.  D.,  have  been  permitted  to  intervene  in  No.  6194  et  al., 
Holmes  &  Hallowell  Co.  et  al.  vs.  Great  Northern  et  al.,  for  the 
purpose  of  being  heard  on  oral  argument. 

The  Texas  Chamber  of  Commerce  has  been  permitted  to 
intervene  in  No.  13026,  Wichita  Motors  Co.  vs.  Alabama  &  Vicks- 
burg  et  al. 

Complainant's  petition  for  rehearing  in  No.  10083,  White- 
water Lumber  Co.  vs.  Alabama  Central  Ry.,  Director-General  et 
al.,  has  been  denied. 


REDUCED   GRAIN    RATES 

The    Traffic    World    Washington    Bureou 

The  Commission,  September  16,  denied  the  Boyd  sixth  sec- 
tion application  for  authority  to  reduce  the  rate  on  domestic 
grain  shipments  from  Minneapolis  to  New  York  7  cents.  TIio 
view  of  the  Commission  was  that  the  usual  thirty  days'  notice 
should  be  given  for  the  proposed  change,  because  rales  from 
Minneapolis  to  New  York  are  made  on  combination  and  the  car- 
riers proposed  to  put  in  through  rate  lower  than  the  combination. 

Supplement  11  to  New  York  Central  I.  C.  C.  LS-662,  carry- 
ing rates  on  grain  and  grain  products  from  stations  on  the  New 
York  Central  (western  lines)  and  certain  of  its  connections  to 
eastern  and  Virginia  basing  points  and  points  taking  same  rates 
and  to  points  in  Canada,  Maryland,  Ohio,  Pennsylvania, 
Tennessee,  Virginia  and  West  Virginia,  also  to  Atlantic  seabo  ird 
cities  for  export,  was  received  in  the  public  files  of  the  Commis- 
sion September  13.  This  supplement  is  effective  September  26, 
and  is  published  under  authority  of  special  permission  No. 
54608,  of  September  3,  which  authorized  C.  P.  A.  carriers  to  re- 
duce by  4%  cents  rates  on  domestic  and  export  grain  from  C. 
F.  A.  territory  to  eastern  trunk  line  and  New  England  terri- 
tories. It  is  expected  that  tariffs  of  other  carriers  will  be  filed, 
naming  September  26  as  the  effective  date,  as  rates  of  this  char- 
acter are  generally  made  effective  contemporanously  by  all  car- 
riers concerned. 


TAX  ON  TRANSPORTATION 

The    Traffic    World    Washington    /.'i/ivmi 

The  Senate  finance  committee  September  14  agreed  to  re- 
tain for  1922  the  freight  and  passenger  transportation  taxes  at 
half  the  present  rates  and  continue  existing  taxes  on  express 
and  pipe  line  transportation  throughout  1922.  This  is  a  de- 
parture from  the  House  bill  which  would  repeal  the  transporta- 
tion taxes  at  end  of  this  year.  The  Senate  provision  calls  for 
total  repeal  at  the  end  of  1922. 


rill'.     TUAKKK       \\MKI.I) 


545 


Tentative  Reports  of  the  Commission 


N.  Y.  C.  CHICAGO  TERMINAL 

Subject  to  seventeen  conditions,  Attorney-Examiner  Ray  W. 
Clarke,  in  a  proposed  report  on  Finance  Docket  No.  1165  (See 
Traffic  \Varld,  Sept.  10),  recommends  that  the  Commission  au- 
thorize I  he  New  York  Central  to  purchase  the  entire  capital  stock 
Hi  the  Chicago  River  &  Indiana  Railroad  Co.  at  a  price  not  ex- 
cecdiun  the  sum  of  $750,000,  and  that  the  Chicago  River  &  In- 
diana Railroad  Co.  be  authorized  to  lease  from  the  Chicago  Junc- 
tion Railway  Co.  all  of  its  properties  (owned  and  leased)  at  an 
annual  rental  of  $2,000,000.  The  application  of  the  New  York 
Central,  in  so  far  as  it  seeks  authority  to  purchase  the  capital 
'•k  or  the  physical  property  of  the  Chicago  Junction  Railway 
Co.,  should  be  denied,  the  examiner  said. 

The  New  York  Central,  by  its  application  filed  December  28, 
1920,  sought  approval  of  the  following  proposed  transactions: 

(a)  The  purchase  hy  tlie  Central  of  all  of  the  capital  stock  of  the 
Chicago  River  <fc  Indian:)  K.  It.  Co..  hereinafter  termed  the  River 
Road; 

(li)  The  Icasing  to  the  River  Road  of  the  properties  (owned  and 
leased)  of  the  Chicago  Junction  Ry.  Co.,  hereinafter  termed  the 
Junction,  for  :i  term  of  99  years  and  thereafter,  at  the  option  of  the 
lessee,  in  perpetuity; 

(c)  The  granting  to  the  Central  by  the  Junction  of  an  option  to 
purchase  all  of  the  capital  stock  of  the  latter  or  all  of  the  properties 
tn  he  leased  as  last  ahove  set  forth. 

The  application  was  filed  pursuant  to  the  provisions  of  para- 
graphs 18  to  22  inclusive,  section  1,  and  of  paragraph  2,  section 
5,  of  the  interstate  commerce  act. 

An  important  part  of  the  report  was  that  referring  to  the 
question  of  whether  the  Commission  has  jurisdiction  under  the 
provisions  of  paragraphs  18  to  22  of  section  1  of  the  act.  Ref- 
erence was  made  to  the  fact  that,  in  the  course  of  the  hearing, 
the  Commission,  on  April  8,  1921,  promulgated  a  conference  rul- 
ing  wherein  it  was  held  that  the  provisions  of  paragraphs  18  to  22 
apply  only  to  applications  for  authority  to  construct  new  lines 
of  railroad  and  extensions  of  existing  lines  of  railroad  to  be 
constructed  or  put  in  operation  in  interstate  or  foreign  com- 
merce, by  carriers  subject  to  the  act,  subsequent  to  the 
effect  date  of  the  paragraphs.  At  a  hearing  on  the  confer- 
ence ruling,  counsel  for  all  the  parties  to  the  proceeding  appeared 
and  urged  that  the  paragraphs  should  be  so  construed  as  to  in- 
clude jurisdiction  over  this  application,  in  order  that  matters 
might  be  considered  which  would  otherwise  fall  without  the 
scope  of  the  inquiry. 

Continuing  the  discussion  of  this  feature  of  the  case,  Mr. 
Clarke  said: 

If  it  ran  he  held  that  the  proceeding  is  cognizahle  under  para- 
graphs (IX)  to  (22).  Section  I.  as  is  contended  hy  all  counsel  in  this 
i  use.  it  will  he  entirely  proper  to  grant  those  portions  of  the  applica- 
tions* last  ahove  referred  to.  but  such  approval  should  be  given  subject 
to  certain  conditions  hereinafter  specified,  and  such  conditions  should 
he  attached  to  the  certificate  pursuant  to  the  provisions  of  paragraph 
12(1).  Section  I.  If.  on  the  other  hand,  it  should  be  the  opinion  that  no 
modification  of  the  conference  ruling  of  April  8  can  be  made,  it  is 
recommended  that  the  entire  application  be  dismissed.  A  denial  of  all 
jurisdii  lion  uf  the  e;ise  under  Section  1  must  resttlt  in  eliminating  any 
practical  method  of  attaching  such  conditions  as  will  prove  effective 
i,i  safeguarding  the  public  interest,  since  paragraph  (2),  Section  5. 
provides  lor  no  means  of  enforcing  any  terms  or  conditions  and  is  of 
at  least  doubtful  value  as  regards  the  accomplishment  of  the  desired 
result. 

Discussing  the  merits  of  the  case,  Mr.  Clarke  said,  in  part: 

There  an-  grave  objections  to  an  unconditional  approval  of  the 
j.lan  under  consideration.  Much  testimony  was  adduced  at  the  hear- 
ings, and  divergent  opinions  were  expressed,  as  to  the  relative  merits 
of  co-operative,  singly  controlled  and  independently  controlled  ter- 
minals. That  discussion  need  not  be  reproduced  here.  The  policies 
and  plans  of  the  city  with  respect  to  the  general  terminal  situation 
have  nut  yet  fully  developed,  and  it  is  obviously  Impossible  for  any 
one  to  determine  at  this  time  the  ultimate  goal  which  ought  to  be 
attained.  It  is  believed,  however,  that  pending  final  determination  of 
future  policies,  the  greatest  good  can  be  attained  by  the  continuance, 
fur  the  time  being,  of  the  competitive  terminal  situation.  This  can  be 
best  accomplished  by  bringing  the  present  neutral  Junction  properties 
into  closer  relations  with  a  trunk  line  like  the  Central,  which  now 
has  relatively  Inadequate  terminal  facilities  but  competes  with  other 

•  rn  trunk  lines  which  do  have  ample  facilities  of  their  own.  The 
-trimmer  competition  thus  brought  about  will  insure  to  the  shippers 
on  the  Junction  the  necessary  expansion  of  its  facilities  and  the  assist- 
ance  of  an  interested  trunk  line  in  times  of  car  shortage  and  other 
emergencies.  There  is  in  the  record  ample  grounds  for  the  belief  that 
the  Junction  can  no  longer  solve  its  problems  without  outside  assist- 
.•nicc.  On  tin  other  hand,  it  is  believed  that  the  benefits  pointed  out 
hy  the  Central  can  be  made  to  accrue  to  the  public  by  the  consumma- 
tion of  the  proposed  plan,  always  assuming  that  the  future  control 
thereby  brought  about  can  be  safeguarded  as  hereinafter  suggested. 
A  prime  factor  in  the  situation  is  the  circumstance  that  the  general 
policy  on  all  terminals  in  Chicago  is  that  of  equal  opportunity  afforded 
to  all  connecting  carriers  irrespective  of  the  ownership  or  control  of  a 
given  terminal  property  by  a  single  trunk  line  or  by  a  group  of  trunk 
lines.  Traffic  is  handled  for  all  carriers  in  the  same  way  and  on  the 
same  terms,  so  that  a  shipper  un  terminals  owned  hy  a  single  carrier 
has  the  utmost  freedom  in  routing  vja  competing  lines  and  apparently 
receives  the  same  measure  of  service  whether  his  shipment  moves 
over  the  lines  u I'  tin-  owning  carrier  or  those  of  a  competitor.  Those 
-liippers  who  appeared  in  opposition  express  the  fear  that  they  will 


nui  be  accorded  like  treatment  by  the  Central.  The  present  man 
ageinent  of  the  Central  disclaimed  any  intention  of  making  any 
changes  in  the  method  of  handling  competitive  traffic  or  the  general 
plan  of  operating  the  Junction  properties,  and  I  hone  imHimincen  may 
h.-  taken  at  their  face  value,  especially  Him  e  the  contrary  policy  would 
clearly  be  against  the  self-Interest  of  the  Central.  In  that  It  would 
thereby  lose  the  good  will  of  the  shipper.  Tliere  In.  of  cour.se.  every 
Indication  that  the  Central  will  he  able  to  build  up  lie  own  line-haul 
traffic  as  the  result  of  Its  connection  with  tin  management  of  the 
Junction,  and  It  by  no  means  follows  that  harm  to  the  public  may 
i'  ul<  from  legitimate  effort  and  Initiative  to  that  end,  but  an  admin- 
istrative body  may  well  hesitate  to  place  In  the  hands  of  a  strong 
carrier  so  effective  a  means  of  substituting  monopoly  for  the  present 
ei|tiality  of  treatment — a  weapon  capable  of  being  used  in  divers  ways 
to  the  disadvantage  of  shippers  during  a  term  of  years  extending  far 
beyond  the  ordinary  expectation  of  life  of  any  person  now  In  being, 
unless  a  practical  method  can  be  found  of  hedging  the  transaction 
about  with  such  protective  conditions  as  will  prevent  misuse  in  the 
future  of  the  opportunities  afforded  the  controlling  carrier. 

Examiner  Clarke,  in  setting  forth  the  conditions  referred  to, 
said : 

Those  conditions  relate  partly  to  the  method  of  operation  of  the 
property  and  partly  to  the  treatment  of  the  transaction  by  the  corpo- 
rations participating  therein.  Among  the  number  are  those  matters 
enumerated  by  the  shippers  who  have  asked  an  approval  of  the  plan 
with  the  understanding  that  certain  agreements  already  made  by  the 
Central  will  he  adhered  to.  Other  matters  are  suggested  by  the 
group  of  shippers  who  took  a  neutral  attitude  at  the  hearing,  such 
matters  being  agreed  to  on  the  record  by  the  applicant;  and  still 
others  suggest  themselves  from  the  standpoint  of  an  administrative 
body,  as  necessary  in  order  to  safeguard  the  public  interest  in  the 
future.  Stated  concretely,  they  are: 

1.  The  Central  will  be  required  to  maintain  the   identity  and   the 
corporate  organization  of  the  Junction  and  of  the   River  Road,  as  a 
separate  operating  entity  with  a  responsible  management   located   in 
Chicago,   so  as  to  preserve  for  the  shipper  the  present  direct  access 
to  the  railroad  officials. 

2.  The  present  neutrality   of  handling   traffic   in   and  outbound    by 
the   Junction   organization   shall    be   continued   so   as   to   permit    e'liial 
opportunity  for  service  to  and  from  all  trunk  lines  reaching  Junction 
rails,    without    discrimination    as    to    routing    or    movement    of    traffic 
which  is  competitive  with  the  traffic  of  the  Central. 

3.  The  present  traffic  and  operating  relationships  existing  between 
the    Junction   and   River   Road    and   all   carriers   operating   in    Chicago 
shall   be  continued,   in  so  far  as  such  matters  are  within  the   control 
of  the  Central. 

4.  For  the  purpose  of  assessment  of  switching  charges  the  Junc- 
tion and  River  Road  properties  shall  continue  to  he  treated  as  a  single 
line,   so   that  the   carrying  out   of 'the   plan   will   not   in   and   of  itself 
result  in  increasing  the  charge  to  the  shipper  for  the  service. 

5.  Subject  to  subsisting  car  service  regulations,  cars  made  empty 
on    the   rails   of  the   Junction   and   River   Road   shall    be    available    for 
outbound  loading  in  the  same  manner  and  to  the  same  extent  as  at 
present,  irrespective  of  routing. 

6.  Whenever   additional   cars   are    required    for   outbound   loading, 
because   of   inadequacy   of  available   car  supply   on    the   Junction    and 
River  Road   rails  at  any   given   time,    for  any  cause,   orders   for   such 
additional  cars  shall  be  accepted  from  the  shipper  by  the  local  Junc- 
tion organization   and  hy   it  transmitted  to  the  designated   trunk   line 
without  discrimination. 

7.  The  Junction   shall   accept,   handle   and    deliver   all    ears    in   and 
outbound.  loaded  and  empty,  without  discrimination  in  promptness  or 
frequency    of   service    as    between    cars    destined    to    or    received    from 
competing  carriers  and  irrespective  of  destination  or  route  of  move- 
ment. 

8.  The.  National  Code  of  Demurrage  rules,  as  in  effect    from   time 
to    time,    including    the    average    agreement,    shall    be    applied    by    the 
Junction   and   River  Road   to  each   industry  served   by   either  of  them 
on   all   in   and  outbound   cars   irrespective  of  what  carrier  or  carriers 
may  be  interested  in  the  line-haul. 

9.  Shippers    served    by    the    Junction    and    River    roads    shall    Ite 
entitled   to    the   same    basis   of   switching   charges    as    prevails    in    the 
Chicago   switching  district   generally,    and   no   attempt   shall    he    made 
to  establish  any  different  basis  of  local   or  connecting  line   switching 
charges    than    that    which    prevails    in    the    Chicago    switching   district 
generally  for  the  same  or  similar  service  under  substantially   similar 
conditions. 

10.  No  change   shall    be    sought   in    the   present   method   of   basing 
rates   to    and   from   the    Chicago   switching   district   as   a   single    point 
upon  which  rates  are  now  based  without  regard  to  the  character  of 
the  movement  in  and  out  of  such  district. 

11.  Present   trap   car  arrangements   for  the   transfer  of   L..   C.    L«. 
freight  at  the  Junction  union  station,   at  connecting  line  freight  sta- 
tions or  at  connecting  points  reached  by  the  Junction  and  River  Koad. 
shall  be  continued  so  long  as  desired  by  the  majority  of  the  interested 
shippers. 

12.  Continuance  of  present  operating  arrangements  on  the  Junc- 
tion   properties    shall    include    the    maintenance    of    existing    shipping 
and  billing  arrangements  at  the  Junction  union  freight  station,   in  so 
far  as  such  arrangements  are  within  the  control  of  the  Junction. 

13.  The   Junction    shall,    if   desired    by    shippers,    establish    station 
facilities  for  the  receipt  of  inbound  L.  C.  L.   freight  at  a  point  con- 
venient and  accessible  to  shippers  wishing  to  make  use  of  the  same, 
to  which  freight  may  be  delivered  by  all  trunk  line  carriers,  without 
discrimination    and    there    distributed    through    the    medium    of    the 
Junction's  operating  force. 

14.  Neither   the   approval   of   the   purchase   by   the   Central    of   the 
stock  of  the  River  Road   for  the  sum   specified,   nor  of  the  leasing  to 
the  latter  of  the  properties  of  the  Junction,  shall  be  taken  as  estab- 
lishing or  tending  to  establish  the  fair  value  of  the  respective  prop- 
erties in  any  other  proceeding. 

15.  The   carrying   out    of    the    plan    as    authorized    herein    shall    be 
taken   to  be   without   prejudice   to   the  adoption   of  any  plan  or  plans 
in  the  future  by  the  city  of  Chicago  for  unified  or  co-ordinated  ter- 
minals,  and   neither   the   Central,    the   River   Road   nor   the    Junction 
shall  urge  the  creation  of  the  situation  proposed  In  the  application  as 
a  ground  for  opposition  to  such  plan  or  plans  of  said  city. 

16.  Nothing    contained    in    this    authorization    shall    be*  taken    as 
permitting  the   River  Road  and  Junction  properties  to   he  considered 
u  a  part  of  a  single  system   with  that  of  the  Central  for  any  of  the 
purposes  of  Section  loa  of  the  act. 
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17.  Any  party  or  any  person  having  nn  interest  in  the  subject 
matter  may  at  any  future  time  make  application  for  such  modifica- 
tion of  the  above  conditions,  or  any  of  them,  as  may  be  required  in 
the  public  interest,  and  jurisdiction  is  retained  to  reopen  the  pro- 
ceeding on  our  own  motion  for  the  same  purpose. 

CHARGES  ON  COTTON 

A  finding  that  defendants'  failure  to  absorb  out  of  the 
through  rates  in  excess  of  10  cents  per  100  pounds  of  the  entire 
compress  charge  of  15  cents  per  100  pounds  on  shipments  of 
cotton  originating  on  the  defendant  carriers'  lines  subsequent  to 
November  1,  1918,  compressed  at  Weleetka,  Okla..  and  reshipped 
to  interstate  destinations  was  unreasonable  and  that  reparation 
be  awarded  is  proposed  by  Examiner  Harris  Fleming  in  a  tenta- 
tive report  in  No.  11938,  Anderson,  Clayton  &  Co.  et  al.  vs. 
Fort  Smith  &  Western,  Director-General,  as  agent,  et  al.  The 
complainants  alleged  that  the  defendants'  refusal,  during  the 
period  November  1,  1918,  to  January  22,  1919,  to  absorb  out 
of  the  through  rates  the  full  compress  charge  of  compress  com- 
panies on  various  shipments  of  cotton  originating  on  the  de- 
fendant carriers'  lines  and  moving  to  interstate  destinations, 
thereby  compelling  complainants  to  make  payments  to  such 
compress  companies  in  addition  to  the  transportation  charges, 
was  unreasonable  and  unduly  preferential.  The  compress  com- 
panies, effective  September  1,  1918.  increased  their  compress 
•charges  from  10  to  15  cents.  The  reasonableness  of  the  in- 
creased charge  was  investigated  and  approved  by  the  War  In- 
dustries Board  about  November  1.  1918,  and  shortly  there- 
after the  tariffs  of  all  lines  participating  in  the  movement 
of  cotton  were  amended  and  provision  was  made  for  the  ab- 
sorption of  the  entire  15-cent  charge.  Such  absorption,  the  ex- 
aminer says,  was  made  contingent  upon  a  minimum  per-car 
loading  of  75  bales,  but  this  requirement  was  later  removed,  and 
on  traffic  originating  on  the  defendant  carriers'  lines  the  changes 
became  effective  February  17,  1919,  with  respect  to  Pacific 
coast  destinations,  and  January  21,  1919,  with  respect  to  other 
destinations.  Demands  were  then  made  upon  the  carriers  gen- 
erally for  the  retroactive  absorption  of  the  additional  5-cent 
compress  charge  to  September  1,  1918.  The  Railroad  Admin- 
istration, according  to  the  report,  acceded  to  these  demands  to 
the  extent  of  applying  to  the  Commission  for  authority  to  make 
refund  on  that  basis  on  shipments  originating  subsequent  to 
November  1,  1918,  at  which  time  the  reasonableness  of  the  in- 
creased charge  was  determined.  This  application  was  approved 
by  the  Commission  and  similar  authority  was  also  extended  to 
all  non-federal  controlled  lines,  and  apparently,  the  examiner 
says,  readjustments  upon  the  approved  basis  were  made  on  cot- 
ton traffic  generally,  with  the  exception  of  the  shipments  involved 
in  the  instant  case. 


RATES  ON  FISH  OIL 

Examiner  John  B.  Keeler,  in  a  tentative  report  on  Xo.  12363, 
the  Procter  &  Gamble  Co.  vs.  Apalachicola  Northern  Railroad 
Co.  et  al.,  proposes  that  the  Commission  find  that  a  commodity 
rate  of  80  cents  on  fish  oil  from  Port  St.  Joe,  Fla.,  to  Ivorydale, 
O.,  not  unjust  or  unreasonable,  but  that  combination  class  rates, 
formerly  effective,  be  found  unreasonable  and  reparation  awarded 
on  shipments  moving  thereunder.  The  shipments  of  fish  oil  in- 
volved moved  from  June  to  November,  1920.  The  rates  legally 
applicable  and  charged  on  the  shipments  were  $1.29  prior  to 
August  26,  1920.  and  $1.615  from  August  26  to  October  11,  1920, 
inclusive,  and  80  cents  thereafter.  The  complainant  sought  a 
rate  of  66  cents  for  the  future  and  reparation  to  that  basis  on 
shipments  moving  subsequent  to  August  25,  1920.  On  shipments 
made  prior  to  that  date  it  sought  reparation  to  the  basis  of  a  rate 
of  53  cents.  The  examiner  says  the  Commission  should  find  that 
the  present  rate  is  not  unjust  or  unreasonable,  but  that  the  rate 
applied  on  shipments  moving  prior  to  October  12,  1920,  was  un- 
reasonable to  the  extent  that  it  exceeded  64  cents  prior  to  August 
26,  1920,  and  80  cents  on  and  after  that  date. 


RATES  ON  KAPOK 

Examiner  Lawrence  Satterfield,  in  a  tentative  report  in  No. 
12148,  Andrew  Dutton  Co.  et  al.  vs.  Director-General,  as  agent. 
A.  T.  S.  &  S.  F.  et  al.,  recommends  that  the  Commission  find 
that  rates  on  imported  kapok  from  San  Francisco,  Calif.,  to  Chi- 
cago, 111.,  New  York.  N.  Y.,  and  Boston,  Mass.,  between  July  16 
and  October  1,  1918,  were  unreasonable  and  that  reparation  be 
awarded.  Charges  were  collected  on  the  basis  of  the  domestic 
third-class  rates  of  $3.065  to  Chicago  and  $3.315  to  New  York 
and  Boston,  minimum  20,000  pounds,  which  became  applicable 
when  the  import  rate  of  $1 .25  in  effect  prior  to  June  25,  1918, 
was  canceled  by  the  Director-General  under  G.  O.  No.  28.  On 
May  29,  1919,  an  import,  rate  of  $1.565  was  established  from  San 
Francisco  to  Chicago,  New  York  and  Boston,  and  reparation  was 
sought  to  that  basis.  The  defendants  contended  that  the  import 
rate  in  effect  prior  to  June  25,  1918,  as  well  as  that  subsequently 
established,  was  depressed  by  water  competition  and  should  not 
be  regarded  as  reasonable.  The  examiner  says  while  the  record 
indicates  that  the  rates  charged  were  excessive,  it  does  not 
lead  to  the  conviction  that  the  rate  sought  by  complainant  would 


be  reasonable.  He  points  to  a  subsequently  established  rate  of 
$1.415  on  cotton  and  says  that,  as  compared  with  that  rate,  a 
rate  of  $1.875  would  closely  approximate  the  ratio  which  for- 
merly existed  between  the  rates  on  imported  kapok  and  cotton, 
and  also  be  the  same  in  amount  as  the  rate  established  by  de- 
fendants on  May  29,  1919,  on  several  commodities  with  which 
kapok  is  fairly  comparable.  He  therefore  recommends  that 
the  Commission  find  that  the  rates  assailed  were  unreasonable 
to  the  extent  that  they  exceeded  $1.875  per  100  pounds  and  that 
reparation  be  made  to  that  basis. 


COAL,  FROM  MORRIS  RUN,  PA. 

Dismissal  of  the  complaint  in  No.  12243,  Endicott- Johnson 
Corporation  vs.  Erie,  on  a  holding  that  the  rate  on  bituminous 
coal  from  Morris  Run,  Pa.,  to  Endicott  and  Johnson  City,  N.  Y., 
is  not  unreasonable  or  otherwise  unlawful,  is  proposed  in  a  ten- 
tative report  thereon  by  Examiner  Lawrence  Satterfield.  The 
examiner  said  the  complaint  is  mainly  directed  against  the 
amount  of  the  increase  under  Ex  Parte  74,  and  that  the  com- 
plainant puts  particular  stress,  upon  the  fact  that  the  increase 
in  the  rate  from  Morris  Run  exceeded  the  40  per  cent  increase 
authorized  by  the  Commission.  Subsequent  to  the  decision  in 
Ex  Parte  74,  the  examiner  said,  rates  on  bituminous  coal  from 
the  various  Pennsylvania  fields  to  eastern  points  were  increased 
by  fixed  amounts  per  ton,  as  was  permitted  by  the  decisions, 
which  varied  according  to  distance  and  destination  groups.  Under 
that  readjustment  the  rate  from  Morris  Run  to  Endicott  was 
increased  from  $1.10  to  $2.12  per  ton.  A  straight  increase  of 
40  per  cent  in  the  rate  would  have  made  it  $1.54  instead  of  $2.12 
and  the  complainant  asked  reparation  to  the  basis  of  a  rate  of 
$1.54  and  a  rate  for  the  future  upon  that  basis. 

"For  twenty  years  or  more,"  Examiner  Satterfield  said, 
"there  has  been  a  fixed  and  definite  differential  relationship  be- 
tween the  rates  from  the  various  Pennsylvania  coal  fields,  and 
under  the  method  adopted  by  the  carriers  to  preserve  that  re- 
lationship, an  increase  of  less  than  40  per  cent  from  some  dis- 
tricts, and  of  a  greater  percentage  from  others,  would  necessarily 
result.  Obviously,  a  uniform  increase  of  40  per  cent  in  the  rates 
from  these  various  fields  would  destroy  the  relationship  form- 
erly existing.  The  percentage  of  increase  is  not  controlling  if 
the  resulting  rates  are  not  unreasonable.  Calumet  &  Arizona 
Mining  Co.  vs.  Director-General,  57  I.  C.  C.,  332,  336." 


RATES  ON  CANADIAN  SHIPMENTS 

Examiner  J.  Edgar  Smith  has  recommended  dismissal  of 
the  complaint  in  a  tentative  report  on  No.  11528,  Abrasive  Co. 
vs.  Director-General,  as  agent,  Grand  Trunk  Railway  of  Canada, 
et  al.,  in  which  the  complainant  attacked  the  joint  through 
sixth-class  rates  charged  on  shipments  of  artificial  corundum 
from  Hamilton,  Ont.,  to  Bridesburg,  Pa.,  as  unreasonable,  un- 
justly discriminatory  and  unduly  prejudicial  as  compared  with 
certain  joint  through  commodity  rates  on  similar  articles  from 
other  points  in  the  Niagara  district  to  Worcester  and  to  Chester, 
Mass.,  and  as  unreasonable,  unjustly  discriminatory,  and  un- 
duly prejudicial  by  reason  of  the  parts  or  divisions  thereof 
which  apply  from  the  international  boundary  between  Canada 
and  the  United  States  to  Bridesburg  as  compared  with  rates  to 
Worcester  and  Chester.  As  Examiner  Smith  viewed  the  issues 
in  the  case,  the  rates  were  not  shown  to  have  been  unreason- 
able because  of  those  portions  thereof  which  accrued  for  the 
transportation  from  the  international  boundary  to  Bridesburg; 
during  the  period  of  federal  control  certain  competitors  of  com- 
plainant located  at  Worcester  and  Chester,  Mass.,  had  rates 
from  points  in  the  Niagara  district,  Canada,  which  were  prefer- 
ential of  said  competitors,  but  complainant  had  not  shown  that 
these  preferences  were  undue  or  that  it  was  damaged  thereby 
and  therefore  not  entitled  to  reparation;  and  finally,  since  fed- 
eral control  shipments  of  artificial  corundum  from  Hamilton  to 
Bridesburg  have  moved  by  the  Grand  Trunk  of  Canada  to  the 
international  boundary,  Black  Rock,  N.  Y.,  and  thence  by  the 
Pennsylvania  to  destination,  and  the  Pennsylvania  does  not 
make,  control,  or  concur  in  commodity  rates  on  artificial  cor- 
undum from  Niagara  points  in  Canada  to  Worcester  or  Chester 
and  the  complainant  has  not  been  subjected  to  undue  prejudice 
and  disadvantage  by  it. 

The  complainant  insisted  that  the  Commission  had  jurisdic- 
tion of  the  entire  joint  rate  from  Hamilton  to  Bridesburg  prior 
to  the  transportation  act.  There  is  a  clear  line  of  decisions 
covering  that  point  and  it  is  too  late  in  the  day  again  to  raise 
that  question,  the  examiner  said,  ruling  against  complainant's 
contention.  The  complainant  also  sought  to  recover  as  dam- 
ages the  differences  in  the  rates  of  exchange  between  the  cur- 
rency of  the  United  States,  in  which  the  charges  on  all  but  four 
of  the  shipments  were  paid,  and  the  currency  of  Canada,  at  the 
time  the  individual  shipments  were  made.  In  discussing  the 
latter  issue,  the  examiner  said: 

The  fusing  plant  at  Hamilton  is  owned  and  operated  by  a  sub- 
sidiary of  complainant,  separately  incorporated  umlor  tbo  laws  of 
CaAada,  but  mana^'1*!  I'V  thr  snnir  individuals  holding  llif  s;nnc 
relative  corporate  offices  in  the  two  companies.  The  joint  tariffs 
which  carry  the  joint  through  rates  here  under  attack  \vriv  and  are 
tariffs  of  the  Grand  Trunk  Ky.  t'u.,  in  which  the  Pennsylvania  K.  R. 
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rn.   concurs.      The    rates  stated   in   IheM    larilTs.   filed   with   till*  CornmlK- 
:illil     \\ilh     III.'     Uailuav      C.illilillssi 'I      I':IM.H|:I.     l..\      lll.il      terniH. 

,iid  eents  j.et    ton  I»,IIM,|S.     Tin-  ini'iii  >s  and  Hi.-  inedlumM 

(>f  Illiallelal  e\<  hanc.e  "'I  Caliad-i  :il,d  til  (III1  ('tilled  State.s  it  re  <»!'  the 
same  ilriiiiinin.il  i. .us,  .mil  norinalh  n,  iipiio:,,-.!  In  I...  exchangeable  :il 
Tin.  rates  I.MHI.I..I  in  these  i  a  nil's  in.-M  be  paid  In  Canada  In 
<•.•nri.li. in  currenc)  or  in  Hi.-  I'niie.i  states  in  our  currency,  and  the 
l.nitl-  .11.  ,  .nn|.h.-.l  willi  h\  .shipper  mill  carrier  when  payments  »o 

tendeleil     ha\e     been     accepted.       The     result    Of    HUeh    payment,     hoWe\«   I, 

is  that    I  In-  carrier  accepting  tin-  .  -in  retie\   ot   Canada  or  of  the  United 

S(.-iii-s    thei-ch)    .-ul.s   as   tin-   MKent   of  the   currier   whose   line    Is   In    the 

oth.-r  lountiA     in, I,   Implledly,  KII-I i .-Mitees  to  such  connection  payment 

ili\  isi<ms,  01   other-  eoiii|ioiieni   parts  of  said  rates.  In  the  currency 

of    its    own    country.       With    such    a>  rant;. -merits    between    the    carriers, 

neither-    this    Cmtiiiiission    nor   the   shipping   puhlic    has   ordinarily    any 

immediate    cunccrn.       It     was    held     liy    this    CommiMiOn    long    BRO    that 

i. -is  suhje,  t    lo  ihe   act   i-an   n-e. -ive   iii   payment  of  their  rates  and 

(lialK'-s  ,llll\  tiled  \\illl  tile  Comill  iSKioil  onl\  the  la\\ttll  cu|-|-eney  Of 
Ihe  I  int.-, I  Slat..-:.  'I'll.-  iccnrd  di.-.cluscs  that  tile  IVnns.\  hania  It.  It. 
Co..  ill  the  .settlement  of  its  accounts  with  its  Canadian  connection, 
ti:il,l\  receives  its  full  charges  from  and  to  tho  border  in  the  law- 
fid  Clirrencj  of  the  I'nited  States.  I'ndel-  specific-  allegation  in  the 
complaint,  compla  ina  lit  seeks  to  recover  us  damages  the  dill  'en-rices  in 
Ihe  rates  ot'  e\chan.e;c  between  ill,-  currency  of  the.  United  States,  in 
which  the  chare.es  on  all  hut  four  of  these  shipments  were  paid,  and 
the  currency  of  Canada,  at  I  In-  lime  the  individual  shipments  wen- 
ma, I,.  T\\,i  >ars  which  moved  from  I  la  milton  l-'eli.  I.  I'.i^n,  were  pre- 
paid at  Hamilton  throuKh  to  destination  in  Canadian  currency,  ex- 
chaiiL;eable  on  that  date  at  86.25  cents  I'nited  States  currency  for 
the  Canadian  dollar-.  One  car-,  which  moved  l-'eh.  27,  1920.  WIIK  pre- 
paid at  Hamilton  through  to  destination  in  Canadian  currency,  the 
late  of  exchange  on  that  date  having  heen  86.625  cents  I'nited  States 
currency  for-  the  Canadian  dollar.  ( I'ne  car  which  moved  March  K.  1:1211, 
\\.-is  prepaid  at  Hamilton  through  to  destination  in  Canadian  currency  . 
worth  xx.l^r,  rents  I'nited  States  currency  for  the  Canadian  dollar. 
Tin  -leafier,  the  initial  carrier  notified  the  Hamilton  plant,  the  Abrasive 
Compam  of  Canada,  that  prepayment  of  shipments  of  artificial  corun- 
dum from  Hamilton  to  Bndeaburg  would  not  he  permitted.  All  cars 
after  that  date,  and  all  cars  prior  to  February,  1!I20.  were  sent  through 
from  Hamilton  to  Brideshurg,  and  payment  in  the  currency  of  the 
I'nited  States  was  made  at  destination  in  full. 

Payment  under  the  tariffs  in  question,  within  the  I'nited  States, 
can  only  he  made  in  the  currency  thereof.  The  record  now  discloses 
that,  so  far  as  the  Pennsylvania  K.  R.  Co.  is  concerned,  such  pay- 
ments have  heen  received  and  that,  in  its  settlements  with  its 
Canadian  connections,  it  demands  and  receives  its  full  rates  and 
divisions  of  rates  in  our-  currency.  We  can  not,  reach  out  into  Canada. 
and  say  that  complainant,  or  its  subsidiary,  the  Abrasive  Company 
of  Canada,  was  damaged  by  the  refusal  of  the  Canadian  carrier  to 
a.  e,-pt  prepayment;  indeed,  such  prepayment,  had  the  rate  of  ex- 
i  harm.-  I,,  ,n  sufficiently  high  against  Canada,  might  have  resulted  in 
an  actual  rebate  from  the  rate,  from  the  component  part  thereof 
within  the  I'nited  States,  or  from  the  division  lawfully  accruing  to  the 
carrier  subject  to  the  act  to  regulate  commerce.  Complainant's  con- 
tentions concerning  rates  of  exchange,  in  view  of  the  facts  developed 
upon  tii,-  record,  are  totally  without  merit.  Payment  of  Charges  in 
I'nited  States  Currency,  f>d  I.  C.  ('..  2G3. 


CANS,  CRAGIN,  ILL.,  TO  STOUGHTON,  WIS. 

An  award  of  reparation  has  been  recommended  by  Examiner 
John  A.  McQuillan,  in  a  tentative  report  on  No.  12206,  Wisconsin 
Dairy  Products  Co.  vs.  Director-General,  as  agent,  Chicago,  Mil- 
waukee &  St.  Paul.  The  complainant  alleged  that  rates  charged 
for  the  transportation  of  numerous  carloads  of  tin  cans  shipped 
after  January  1,  1919,  from  Cragin,  III.,  to  Stoughton,  Wis.,  were 
unreasonable  and  asked  reparation  and  reasonable  rates  for  the 
future.  The  rate  collected  on  the  shipments  moving  prior  to 
August  26,  1920,  was  22  cents  and  subsequent  thereto  33.5  cents. 
These  were  fourth  class  rates.  The  examiner  said  the  rate  ap- 
plicable prior  to  August  26,  1920,  was  a  commodity  rate  of  20 
cents  and  that  on  that  date  it  was  increased  40  per  cent,  or  to 
28  cents,  in  "alleged  compliance"  with  Ex  Parte  74.  A  35  per 
cent  increase  should  have  been  applied  under  a  ruling  by  the 
Commission  that  that  percentage  should  be  applied  to  freight 
rates  applicable  between  Illinois  territory  and  points  in  Western 
territory,  the  examiner  said.  The  28-cent  rate  was  reduced  to 
27  cents  to  conform  to  the  Commission's  ruling.  The  examiner 
said  the  Commission  should  find  that  the  rates  applicable  were 
not  unreasonable,  except  that  the  rate  of  28  cents  was  unreason- 
able to  the  extent  that  it  exceeded  27  cents.  He  said  the  over- 
charges must  be  promptly  refunded. 


RATE   ON    BEER 

Dismissal  of  the  complaint  in  No.  12518,  Duluth  Brewing  & 
Malting  Co.  vs.  Northern  Pacific,  Director-General,  as  agent,  et 
al..  is  proposed  by  Examiner  Leo  J.  Flynn  on  a  finding  that  an 
applicable  fifth-class  rate  of  22  cents  on  42  carloads  of  beer 
from  Duluth,  Minn.,  to  East  Dubuque  and  Fulton,  111.,  from 
.Inly  .1.  1916,  to  April  9,  1918,  was  not  unreasonable  or  unduly 
prejudicial. 


RATES  ON  CRUDE  MAGNESITE 

Examiners  J.  B.  Keeler  and  J.  F.  Eshelman,  in  a  tentative 
report  on  No.  11886,  American  Mineral  Production  Co.  vs.  Di- 
rector-General, as  agent,  Great  Northern  Railway  Co.  et  al.,  have 
made  a  recommenoation  that  reparation  be  awarded  on  a  find- 
ing that  rates  on  crude  magnesite  from  Valley  to  Irvin,  Wash., 
during  federal  control,  were  unreasonable.  The  case  involved 
the  shipment  of  937  carloads  of  crude  magnesite  during  the  period 
from  January  14,  1918,  in  September  30,  1918,  inclusive.  Prior 
to  June  2.">,  1918,  complainant's  shipments  were  charged  a  com- 
bination rate  of  10  cents  per  100  pounds,  which  became  13  cents 
under  General  Order  28.  The  examiners  propose  that  the  Com- 
mission find  that  rates  of  7  and  9  cents  for  the  respective  periods 
would  have  been  reasonable.  The  Director-General  and  the 


Spokane  International  Railway,  one  of  the  defendants,  contended 
ihe  liiller  WHS  nut  under  federal  control  and  that.  therefore,  the 
Commission  had  no  jurisdiction  over  talcs  applied  on  iiitnirlritc 
shipments  over  that  line.  The  examine™,  after  reviewing  the 
situation  with  regard  to  slmrl  linen  being  under  federal  control, 
recommended  that  the  CommlKHion  hold  the  carrier  was  under 
federal  control  for  the  period  during  which  the  shipments  moved. 

CHARGES    ON    OLD    BOILERS 

Examiner  Harris  Fleming  has  recommended  dismissal  of  the 
complaint  in  No.  H'.iir..  Arizona  Copper  Co..  Ltd.,  VH.  Arjzona 
&  New  Mexico  Railway  Co.  et  al.,  on  a  proposed  finding  that 
charges  applicable  to  certain  shipments  of  old  boilers.  In  car- 
loads and  less  than  carloads,  from  Clifton,  Ariz.,  to  San  Fran- 
cisco, Calif.,  In  March,  1920,  were  not  unreasonable  or  unjustly 
discriminatory, 


RATES  ON   BOX   BOARD 

Examiner  Harris  Fleming,  in  a  tentative  report  on  No.  1117!). 
Ohio  Box  Board  Co.  vs.  Director-General,  as  agent,  and  the  Erie, 
has  recommended  dismissal  of  the  complaint  on  a  finding  that 
a  rate  of  9  cents  per  100  pounds,  charged  on  numerous  carloads 
of  box  board  from  Rittman,  ().,  to  Wadsworth,  Akron  and 
Ravenna,  O.,  during  federal  control,  was  applicable  and  not  un- 
reasonable. 


RATES  ON  SUGAR  FROM  NEW  ORLEANS 
Applicable  commodity  rates  of  29  cents  per  100  pounds, 
prior  to  August  26,  1920,  and  36.5  cents  on  and  after  that  date, 
on  sugar  from  New  Orleans,  La.,  to  Jackson  and  Meridian,  Miss., 
were  unreasonable  to  the  extent  that  they  exceeded  25  cents, 
prior  to  August  26,  1920,  and  31  cents  thereafter,  and  reparation 
should  be  made  to  the  basis  of  the  rates  found  reasonable. 
Assistant  Chief  Examiner  Ulysses  Butler  has  recommended  in 
a  tentative  report  on  No.  11714,  Hannah  Distributing  Co.  et  al. 
vs.  Director-General,  as  agent,  Illinois  Central,  et  al.  The  re- 
port also  embraces  No.  11759,  Meridian  Traffic  Bureau  et  al. 
vs.  Director-General  et  al. 


RAILWAY  REVENUES 

The  Traffic   World   Washington  Bureau 

The  Association  of  Railway  Executives  has  issued  the  fol- 
lowing on  July  earnings: 

"The  net  railway  operating  income  for  July  of  the  railroads 
of  the  United  States  amounted  to  $69,485,000,  which  is  a  larger 
sum  than  they  have  earned  in  any  month  since  last  October, 
according  to  reports  just  filed  by  the  carriers  with  the  Inter- 
state Commerce  Commission.  It  also  represents  an  increase  of 
$17,000,000  as  compared  with  June. 

"The  earnings  for  July,  on  the  basis  of  the  tentative  valua- 
tion fixed  by  the  Interstate  Commerce  Commission  for  rate-mak- 
ing purposes  under  the  transportation  act,  would  be  at  the  annual 
rate  of  return  of  4;/J  per  cent.  This  is  $23,782,000  for  the  month 
less  than  the  roads  should  have  earned  as  the  normal  July  pro- 
portion of  a  6  per  cent  return,  which  would  be  $93,267,000. 

"The  compilations  are  based  on  reports  from  the  202  class 
1  railroads  having  a  total  mileage  of  235,641. 

"Fifty-seven  of  the  roads  failed  to  earn  their  operating  ex- 
penses and  taxes  for  the  month.  In  June  72  of  the  roads  failed 
to  earn  expenses  and  taxes. 

"The  total  operating  revenues  for  July  amounted  to  $462,- 
953,000,  which  was  a  decrease  of  $66,000,000,  or  12y2  per  cent, 
as  compared  with  July,  1920,  although  the  rates  are"  now  on  a 
higher  basis.  Operating  expenses  were  $362,776,000,  a  reduction 
of  $151,000,000,  or  29.4  per  cent.  The  net  operating  income 
compares  with  a  deficit  of  $11,878,000  for  July,  1920. 

"The  large  reduction  in  expenses  is  attributable  to  several 
factors.  It  reflects  the  effect  of  the  reduction  in  wages  ordered 
by  the  Railroad  Labor  Board,  effective  July  1,  but  it  also  repre- 
sents the  effect  of  the  drastic  curtailment  of  maintenance  expendi- 
tures and  it  is  to  be  borne  in  mind  that  the  figures  for  last  July, 
with  which  comparison  is  made,  included  some  back  wage  pay- 
ments. 

"For  the  11  months  since  September  1,  1921,  when  the  guar- 
anty period  expired,  the  net  operating  income  of  the  class  1 
roads  has  been  $438,000,000,  .which,  on  the  basis  of  the  tenta- 
tive valuation,  would  be  $570,000,000  less  than  a  6  per  cent  return. 

"For  the  roads  of  the  Eastern  district  for  July  the  operating 
revenues  were  $208,043,000,  a  decrease  of  13.8  per  cent,  while 
the  expenses  were  $167,007,000,  a  decrease  of  32.5  per  cent.  The 
net  operating  income  of  the  Eastern  roads  was  $27,336,000  as 
compared  with  a  deficit  last  year. 

"The  Southern  roads  had  operating  revenues  amounting  to 
$71,202,000,  a  decrease  of  10  per  cent;  their  expenses  were  $58.- 
988,000,  a  decrease  of  26.1  per  cent,  and  their  net  operating  in- 
come was  $8,368,000  as  compared  with  a  deficit  last  year. 

"For  the  Western  district  the  operating  revenues  were  $183,- 
708,000,  a  decrease  of  11.8  per  cent,  the  operating  expenses  were 
$136,781,000,  a  decrease  of  26.7  per  cent,  and  the  net  operating 
income  was  $33,781,000,  as  compared  with  $9,104,000  in  July,  1920. 
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N.  A.  R.  U.  C.  CONVENTION 

The  National  Association  of  Railway  and  Utilities  Commis- 
sioners has  issued  a  call  for  its  thirty-third  annual  convention, 
as  follows: 

"The  thirty-third  annual  convention  of  the  Association  will 
be  held  in  Atlanta,  Ga.,  beginning  Tuesday,  October  11,  at  10 
o'clock  a.  m.,  local  time.  The  sessions  will  be  held  in  the  roof 
garden  of  the  Ansley  Hotel 

"The  officers  and  the  Executive  Committee  feel  it  to  be  a 
duty  to  impress  upon  all  members  of  the  Association  the  im- 
portance of  this  year's  convention.  This  year  marks  the  com- 
pletion of  the  first  third  of  a  century  of  its  existence.  The  or- 
ganization goes  back  to  the  years  immediately  following  the 
passage  of  the  first  Interstate  Commerce  Act  by  Congress  and 
the  establishment  of  the  first  regulating  commissions  by  the 
States.  That  it  has  made  history  and  been  a  potent  influence 
in  shaping  national  and  state  legislation  is  conceded;  that  it 
must  continue  active  work  to  fulfill  its  mission  is  apparent.  It 
is  the  exponent  and  in  a  sense  the  guardian  of  the  policy  of 
State  Regulation,  and  as  a  union  of  the  States  must  exert  itself 
when  that  policy  is  threatened. 

"It  is  known  to  all  that  the  rights  of  the  States  to  regulate 
the  operations  of  public  service  corporations  within  their  own 
borders  has  been  and  still  is  challenged  by  the  great  railroad 
corporations.  It  is  known  to  all  members  of  the  Association 
that  this  challenge  has  been  more  successful  in  the  last  five 
years  than  it  was  in  the  previous  quarter  of  a  century,  and 
that  the  effects  of  the  World  War  have  been  used  to  further  the 
fight  against  State  regulation.  The  transportation  act  of  1920 
is  being  construed  as  if  it  were  entitled  'An  Act  to  Transfer  State 
Jurisdiction  over  Railroads  to  the  Federal  Government.'  It 
is  the  duty  of  this  Association  to  show  that  such  claims  and  as- 
sumptions are  unfounded  and  if  there  is  anything  in  the  Act  to 
sustain  them  to  have  it  eliminated  by  proper  amendment.  It 
was  not  the  intent  of  Congress  to  destroy  state  regulation,  and 
the  Association  will  continue  to  stand  against  undue  encroach- 
ment by  the  federal  power. 

"The  interpretation  placed  on  the  transportation  act  by  the 
Interstate  Commerce  Commission  practically  stifles  the  exercise 
of  state  power  in  the  settlement  of  purely  intrastate  problems. 
This  association  has  already  sought  to  have  enacted  amendments 
which  will  remove  any  doubt  as  to  state  jurisdiction  over  such 
matters.  It  is  now  time  for  it  to  take  aggressive  action  in  that 
direction.  Hence  your  officers  and  executive  committee  appeal  to 
every  state  commission  (and  forty-seven  of  the  forty-eight  states 
have  such  commissions)  to  send  as  many  representatives  as 
possible  to  the  Atlanta  convention,  to  the  end  that  there  may 
be  a  nationally  representative  attendance  and  a  full  and  free 
exchange  of  views  by  the  state  commissioners  as  to  what  should 
he  done. 

"In  addition  to  the  railroad  problem  the  state  commissions 
are  interested  in  many  questions  affecting  the  policy  of  regula- 
tion as  applied  to  other  public  utilities.  Many  of  the  states  regu- 
late gas,  electric,  telephone,  steam  and  water  companies.  The 
convention  offers  a  useful  forum  for  exchanging  views  on  such 
subjects. 

"The  association  has  seventeen  standing  committees,  and 
each  one  will  present  a  report  to  the  convention.  These  reports 
will  cover  various  phases  of  the  regulation  problem,  'and  in 
keeping  with  the  importance  of  current  events  in  the  railroad 
and  utility  field  will  be  of  exceeding  interest.  The  discussions 
which  they  will  invite  cannot  fail  to  be  of  great  value  to  our 
membership.  To  save  time  the  executive  committee  recommends 
that  the  custom  of  the  last  few  years  be  observed,  namely,  that 
each  committee  chairman,  instead  of  reading  his  report  in  full, 
present  its  points  orally  in  brief  of  the  whole.  Many  of  the 
reports  will  be  printed  in  advance. 

"It  is  expected  that  the  convention  will  sit  for  four  days. 
It  will  have  two  sessions  each  day,  the  morning  session  begin- 
ning at  10  o'clock  on  the  first  day  and  at  9:30  o'clock  on  each 
succeeding  day,  and  the  afternoon  sessions  at  2:30  o'clock  every 
day.  The  program  has  some  unusually  attractive  features.  On 
the  first  day,  namely  Tuesday,  October  11,  immediately  after 
the  roll  call  at  10  o'clock,  the  address  of  welcome  will  be  de- 
livered on  behalf  of  the  state  of  Georgia  and  the  city  of  Atlanta, 
by  Hon.  Thomas  W.  Hardwick,  governor  of  Georgia.  It  will  be 
followed  by  the  annual  address  of  the  president  of  the  associa- 
tion. 

"On  Tuesday  afternoon  Hon.  John  E.  Benton,  General  Solici- 
tor of  the  association,  will  present  a  report  on  the  work  of  his 
office. 

"Wednesday  morning  will  be  devoted  to  the  presentation 
and  consideration  of  reports  of  standing  committees.  At  12 
o'clock,  noon,  as  prescribed  by  the  constitution,  the  annual  elec- 
tion of  officers  will  take  place.  In  the  afternoon  at  2:30  o'clock 
Hon.  Joseph  B.  Eastman,  member  of  the  Interstate  Commerce 
Commission  and  formerly  a  state  commissioner  in  Massachu- 
setts, will  address  the  convention. 

"The  'round  table  discussions,  which  have  been  so  successful 
at  the  last  two  conventions,  will  be  continued  this  year.  The 
first  will  be  held  on  Wednesday  afternoon  immediately  follow- 
ing the  address  by  Commissioner  Eastman.  The  topic  will  be: 


'After-the-War  Phases  of  Regulation.'  The  chairman  of  this 
'round  table  will  be  Hon.  E.  I.  Lewis,  member  of  the  Interstate 
Commerce  Commission  and  a  former  state  commissioner  of  Indi- 
ana. Two  state  commissioners  will  be  selected  to  lead  the  dis 
cussion,  but  all  who  wish  to  participate  in  it  will  be  heard. 

"The  second  'round  table  will  be  held  on  Thursday  after- 
noon, beginning  at  2:30  o'clock.  The  subject  will  be:  "Auto- 
mobile Transportation — Omnibus  and  Jicney."  The  chairman 
on  this  occasion  will  be  Hon.  George  McAneny,  chairman  of  the 
new  Transit  Commission  of  New  York.  It  is  expected  that  a 
Commissioner  from  New  Jersey  and  one  from  Connecticut  will 
lead  this  discussion,  although  many  other  states  will  be  heard 
from,  as  this  is  one  of  the  live  topics  of  the  day. 

"On  Thursday  afternoon  at  4:30  .o'clock  the  Presidents  Club 
of  Atlanta  will  treat  the  visiting  commissioners  to  an  automo- 
bile drive  about  the  city  of  Atlanta,  and  in  the  evening  they 
will  be  their  guests  at  a  dinner  to  be  given  at  the  Piedmont 
Driving  Club.  A  man  of  national  prominence  will  deliver  an 
address  at  the  dinner. 

"Thursday  morning  has  been  set  apart  for  the  consideration 
of  the  reports  of  three  important  committees — those  on  Valua- 
tion, Litigation  and  State  and  Federal  Legislation — and  to  a 
discussion  of  the  three  reports. 

"With  the  exception  of  these  reports  the  reports  of  commit- 
tees will  be  taken  up  in  the  order  in  which  they  appear  in  this 
call,  unless  the  Executive  Committee  for  emergency  reasons  de- 
cides to  alter  the  sequence.  Hence  when  there  'is  no  special 
order  or  other  scheduled  subject  before  the  convention,  commit- 
tee reports  will  be  in  order. 

"A  committee  on  time  and  place  of  the  next  convention 
will  be  appointed  early  in  the  session.  Its  report  has  been  made 
a  special  order  for  Friday  morning  at  9:30  o'clock.  Following 
this  the  committee  on  Resolutions  and  Memorials,  also  to  be 
named  at  the  convention,  will  report.  During  the  day  the  con- 
vention will  be  addressed  by  Hon.  M.  H.  Aylesworth,  of  the  Na- 
tional Electric  Light  Association.  It  is  expected  that  final  ad- 
journment will  be  reached  during  the  afternoon. 

"The  attention  of  members  is  called  to  the  fact  that  the 
Georgia  State  Fair  will  open  in  Atlanta  on  October  13,  and  it  may 
be  that  the  convention  will  so  arrangre  its  sessions  as  to  give 
those  interested  a  chance  to  visit  the  Fair.  .  ." 


SHORT  LINE  MEETINGS  PLANNED 

A  series  of  regional  meetings  will  be  held  throughout  the 
country,  in  October,  by  officials  of  the  American  Short  Line 
Railroad  Association,  for  the  purpose  of  discussing  various  trans- 
portation questions  with  short  line  officials,  with  a  view  to  meet- 
ing existing  problems. 

The  list  of  subjects  to  be  discussed  includes  rates  as  they 
affect  the  movement  of  traffic  and  the  short  lines,  divisions  oi' 
interline  rates — whether  they  are  generally  just  and  reasonable 
as  between  strong  and  weak  roads — labor,  valuations  and  con- 
solidation, settlements  with  the  government,  the  consolidated 
purchasing  agency  for  short  line  railroads,  the  issuance  of  securi- 
ties, Section  10  of  the  Clayton  Act,  effect  of  automobile  trans- 
portation on  the  railroads,  authority  of  the  Interstate  Commerce 
Commission  over  new  construction  and  abandonment  of  exist- 
ing roads,  and  new  legislation. 

The  officers  of  the  association,  who  will  make  the  trip  in 
an  official  car  so  that  they  may  take  with  them  many  of  their 
office  files,  will  include  Bird  M.  Robinson,  president;  Ben  B. 
Cain,  vice-president  and  general  counsel;  T.  F.  Whittelsey,  secre- 
tary-treasurer; F.  C.  Reilly,  traffic  manager,  western  classifica- 
tion territory;  J.  W.  Cain,  manager  of  purchases;  'I.  T.  Hanson, 
manager,  tariff  bureau,  and,  in  addition,  members  of  the  execu- 
tive board  will  join  the  meetings  at  various  points.  The  itinerary 
covers  the  following  meeting  dates:  Chicago,  October  4;  St. 
Louis,  October  5;  Kansas  City,  October  6;  Denver,  October  8; 
Salt  Lake,  October  10;  Portland,  October  12;  Seattle,  October 
13;  San  Francisco,  October  17;  Los  Angeles,  October  18;  Hous- 
ton, October  24;  New  Orleans,  October  25;  Atlanta,  October  27. 


TRANSFER  OF  WORKERS  FROM  N.  Y.  C.  TO  W.  U. 
Henry  T.  Hunt,  former  public  member  of  the  U.  S.  Labor 
Board,  appeared  before  that  body,  September  13,  as  counsel  for 
the  railway  employes'  department  of  the  American  Federation 
of  Labor,  at  the  hearing  on  a  dispute  due  to  the  action  of  the 
New  York  Central  in  transferring  a  number  of  workers  engaged 
in  the  construction  and  maintenance  of  telegraph  lines  along 
that  railroad's  right-of-way  to  the  payrolls  of  the  Western  Union 
Telegraph  Company.  The  employes  contended  that  the  transfer 
was  a  subterfuge  on  the  part  of  the  N.  Y.  C.  officials  to  avoid 
payment  of  the  scale  of  wages  fixed  by  the  Labor  Board,  the 
wages  paid  by  the  telegraph  company  being  less  than  the  rail- 
road scale.  Counsel  for  the  railroad  took  the  position  that  the 
transfer  was  made  necessary  by  contracts  entered  into  by  the 
carrier  and  the  telegraph  company  as  early  as  1907,  and  that 
the  railroad  had  finally  been  forced  to  make  it  because  the 
Western  Union  refused  to  reimburse  the  N.  Y.  C.  for  work  done 
on  the  telegraph  lines,  on  account  of  the  high  wages  paid.  It 
was  contended  that  the  entire  matter  was  outside  the  hoard's 
jurisdiction. 
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PRESIDENT  AND  SHIPPING  BOARD 

Tht  Traffic  World   Washington  Bureau 

It  was  learned  at  the  While  House,  September  9,  that  a 
conference  will  be  held  soon  between  the  President  and  the 
members  of  the  Shipping  Hoard,  at  which  policies  of  the  board 
in  retard  to  their  relation  lo  international  matters  will  be  dlB- 
ciissed.  Ollieials  of  (he  board  wish  to  take  up  with  the  Presi- 
dent (hose  sections  of  the  Jones  merchant  marine  act  which 
ali'eet  foreign  eotiitries.  The  most  important  of  these  are  sec- 
linns  JS  and  3-1.  Section  28  provides  for  the  application  of  ex- 
port and  import  rail  rales  only  lo  shipments  carried  in  American 
lot  toius.  li  has  never  been  put  into  operation,  having,  been  sus- 
pended by  the  Interstate  Commerce  Commission  on  request  of 
the  Shipping  Hoard.  The  section  provides  in  effect  that  when 
the  board  shall  determine  that  there  is  sufficient  American  ton- 
nage to  handle  American  exports  and  imports,  the  provisions 
thereof  shall  become  operative.  Section  34  relates  to  the  abro- 
gation of  commercial  treaties  which  prevent  the  United  States 
from  imposing  discriminating  duties  on  foreign  shipping,  with 
a  view  of  helping  the  American  merchant  marine.  President 
Wilson  declined  to  enforce  the  section  and  it  has  never  been 
put  in  operation. 

The  Shipping  Board  is  following  a  policy  of  retrenchment 
and  a  statement  by  it  reviewing  what  it  has  done  along  that 
line  may  be  made  shortly.  The  board  has  cut  its  fleet  in  active 
service  down  to  a  little  more  than  600  vessels.  It  has  decided 
to  eliminate  unprofitable  services. 


BARE  BOAT  CHARTER  PLAN 

Tht    Traffic    World    Washington   Bureau 

Promulgation  of  a  bare  boat  charter  plan  by  the  Shipping 
Board  will  not  be  made  in  the  next  few  weeks,  but  the  existing 
managing  agency  contract  will  be  continued  probably  for  several 
months,  officials  of  the  board  said  this  week.  The  board  an- 
nounced recently  that  it  hoped  to  adopt  a  bare  boat  charter  plan 
within  30  days.  Now,  it  was  said,  it  will  require  at  least  several 
months  to  work  out  a  new  plan  on  the  charter  basis  for  the 
operation  of  the  government  fleet.  The  agency  contract  is  being 
modified  from  time  to  time,  it  was  said,  to  make  the  provisions 
more  favorable  to  the  board.  It  is  the  view  of  the  board  that 
if  an  attempt  were  made  to  eliminate  the  agency  contracts  en- 
tirely, practically  all  of  the  government  ships  in  established  trade 
routes  would  have  to  be  tied  up.  Where  ships  are  losing  money, 
they  are  being  put  on  the  inactive  list,  officials  said,  but  the 
board  intends  to  keep  in  operation  vessels  on  the  main  trade 
routes  established  under  the  Jones  merchant  marine  act.  Further 
reduction  in  the  personnel  of  the  board  and  the  Emergency  Fleet 
Corporation  may  be  expected,  officials  said. 

R.  W.  Boiling,  treasurer  of  the  board  and  brother-in-law  of 
former  President  Wilson,  and  Alonzo  Tweedale,  comptroller,  it 
is  expected,  will  leave  the  board's  organization  soon.  The  board 
is  complying  with  the  mandate  of  Congress  that  not  more  than 
six  officials  or  employes  shall  get  more  than  $11,000  a  year, 
officials  said.  The  names  of  the  six  officials  getting  more  than 
$11,000  have  not  been  made  public,  although  it  is  known  that 
three  of  the  officials  are  the  three  operating  vice-presidents, 
Messrs.  Smull,  Love  and  Frey. 


TO  BOOST  MERCHANT  MARINE 

"A  series  of  meetings  in  the  principal  cities  of  the  middle 
west  in  furtherance  of  the  campaign  to  develop  the  American 
merchant  marine  through  the  establishment  and  maintenance  of 
new  foreign  trade  routes,  as  provided  in  the  merchant  marine 
act,  are  shortly  to  be  held  through  the  joint  action  of  the  Na- 
tional Merchant  Marine  Association  and  important  commercial 
organizations  in  the  various  municipalities,"  the  MtUinp.a'  MPI-. 
chant  Marine  Association  announced  September  12. 

"The  prominent  memoers  of  the  executive  committee  of  the 
national  body — Mathew  Hale  of  Washington  and  Captain  W.  W. 
Stayton  of  Baltimore — have  been  selected  to  make  the  swing 
around  the  circle  and  speak  upon  the  objects  of  the  campaign. 
Mr.  Hale,  originally  of  Boston,  is  president  of  the  South  Atlantic 
.Maritime  Corporation  and  the  South  Atlantic  Export  Company. 
Captain  Stayton,  a  veteran  master  of  big  liners,  is  the  head  of 
the  Baltimore  Shipping  Company. 

"The  plan  to  arouse  the  interest  of  inland  centers  in  the 
future  of  the  merchant  marine  originated  with  the  Cincinnati 
Chamber  of  Commerce,  which  suggested  that  the  National  Mer- 
chant Marine  Association  send  qualified  speakers  on  a  tour  for 
this  purpose.  Already  meetings  have  been  arranged  in  nine 
cities  and  others  are  being  added  to  the  list  daily. 

"The  campaign  will  start  with  a  preliminary  meeting  in 
Cincinnati  on  September  20  and  also  will  close  in  the  Ohio 
metropolis  with  a  large  gathering  on  October  7,  at  which  repre- 
sentatives from  all  parts  of  .Mississippi  Valley  will  be  present. 

"As  thus  far  arranged  the  schedule  includes  meetings  at 
Columbus,  Ohio,  with  members  of  the  Chamber  of  Commerce  of 
that  city  as  participants  on  September  21,  and  at  Cleveland  on 
i lie  same  day  under  the  auspices  of  the  Transportation,  Merchant 


Marine  and  Korean  Trade  Committee  el'  the  Cleveland  Chamber. 
On  September  22  the  board  of  trustees  and  the  water  ways  com- 
mittee of  the  Toledo  Chamber  of  Commerce  will  stage  a  meet- 
ing In  that  city. 

"A  large  meeting  is  to  be  held  In  Detroit  under  the  direc- 
tion of  the  Board  of  Commerce  on  September  23,  and  on  Sep- 
tember 24  the  Milwaukee  Association  of  Comin«-r<  e.  through  Its 
Foreign  Trade  and  Transportation  Committee,  will  devote  its 
attention  to  merchant  marine  affairs.  On  September  26  meetlngx 
will  be  held  In  St.  Paul  and  Minneapolis,  in  the  former  city 
under  the  direction  of  the  Chamber  of  Commerce  and  in  the 
latter  under  the  supervision  of  the  Civic  Commerce  Association. 
J.  Cameron  Jenkins,  Industrial  Commissioner,  will  share  tin- 
platform  with  Mr.  Male  at  the  Minneapolis  meeting,  while  Cap 
tain  Stayton  will  speak  in  St.  Paul. 

"Chicago  Is  arranging  a  general  meeting  of  the  World  Trade 
Club  to  be  held  in  connection  with  a  noonday  luncheon  at  the 
Hotel  i.asaiic  on  October  4.  Other  meetings  are  planned  on 
dates  yet  to  be  fixed  in  Des  Moines;  Omaha;  Kansas  City,  Mo.; 
and  Kansas  City,  Kan.;  St.  Louis,  Indianapolis  and  Louisville. 

"The  meetings  are  expected  to  disclose  a  widespread  con- 
cern on  the  part  of  shippers  and  business  men  generally  in  the 
preservation  of  the  American  merchant  marine,  ultimately 
operated  and  owned  solely  by  Americans,  and  also  in  the  exten- 
sion of  foreign  markets  through  the  creation  of  new  ocean  lanes 
for  American  vessels." 


SHIPPING  BOARD  LABOR  CONTRACTS 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  has  adopted  a  resolution  that  the  vice- 
president  in  charge  of  operations  be  directed  to  "instruct  chiefs 
of  division  of  operations  in  ports  on  the  Gulf  that  managing 
operators  be  directed  to  use  whatever  labor  available  in  load- 
ing of  vessels  of  the  United  States  Shipping  Board  where  and 
when  members  of  longshoremen's  unions,  in  violation  of  their 
agreement  now  in  effect,  refuse  to  load  vessels  of  the  United 
States  Shipping  Board." 

In  a  statement  regarding  the  adoption  of  the  resolution  the 
board  said  the  action  taken  placed  it  on  record  "as  being  firmly 
of  the  opinion  that  while  the  board  must  scrupulously  observe 
all  of  the  provisions,  moral  and  written,  of  contracts  with  labor 
organizations  undertaken  by  operators  of  United  States  Shipping 
Board  vessels,  such  organizations  must  also  observe  the  letter 
and  spirit  of  such  contracts." 

Agreements  now  in  effect  between  Shipping  Board  operators 
and  the  longshoremen  expire  October  1,  and  the  board  has 
requested  operators  to  stick  to  the  agreement.  The  present  situ- 
ation arose  because  the  union  members  refused  to  load  cotton 
on  vessels  of  the  board,  because  the  cotton  previously  had  been 
handled  by  non-union  labor  in  warehouse,  and  refused  to  load 
timber  on  Shipping  Board  vessels  because  the  timber  had  been 
rafted  from  booms  by  non-union  labor.  This  action  on  the  part 
of  the  union  members  was  held  by  the  board  to  be  a  violation 
of  the  agreements. 


CUNARD  QUESTIONNAIRE 

The  big  steamship  companies  receive  many  hundreds  of 
queries  from  all  sections  of  the  country  inquiring  about  points 
which  appeal  to  those  interested  in  shipping  and  the  sea,  and  go 
to  considerable  expense  in  the  way  of  research  in  order  prop- 
erly to  answer  them.  Following  are  some  of  the  questions 
and  answers  put  out  by  the  Cunard  Line: 

Q.     What  is  meant  by  net  and  gross  tonnage  and  displacement? 

A.  Gross  tonnage  applies  to  the  entire  capacity  of  the  ship  mea- 
sured in  tons  of  100  cubic  feet.  The  net  tonnage  is  obtained  by  de- 
ducting from  the  gross  tonnage  the  space  used  for  ship's  officers  and 
crew  and  for  the  boilers,  engines  and  propelling  machinery.  By  .  dis 
placement"  is  meant  the  weight  of  water  displaced  by  the  ship  when 
she  is  loaded.  Take  the  tonnage  of  the  "Aquitania"  for  example: 
Gross,  45,649  tons;  net  21,993  tons;  displacement,  51,700  tons. 

Q.    Which  is  the  deepest  ocean? 

A.  The  average  depth  of  the  Pacific  is  12.780  feet.  The  general 
depth  of  the  Atlantic  Is  12,060,  and  of  the  Indian  Ocean,  10.980.  At 
Porto  Rico  the  Atlantic  is  over  27,000  feet  deep,  while  near  the  mouth 
of  the  Rio  de  la  Plata  it  is  over  40.000  feet  deep. 

Q.     What  is  the  difference  between  a  schooner  and  a  bark? 

A.  A  schooner  has  two  or  more  masts  and  carries  fore  mid  aft 
sails.  A  bark  has  three  masts,  all  square  rigged  except  the  third  or 
mizzenmast.  The  latter  Is  fore  and  aft  rigjred. 

Q.      Why  do  steamship  masts  and  funnels  slant  backw 

A.  It  is' believed  to  lessr.n  the  air  resistance;  also  In  order  to  fol- 
low the  general  lines  of  the  ship.  Many  steamers  have  vertical  masts 
and  funnels. 

Q.     How  long  is  a  knot,  or  nautical  mile? 

A.  The  sixtieth  part  of  a  degree.  Six  knots  may  lie  roughly 
taken  as  equal  to  seven  miles. 

Q.    How  many  feet  in  a  fathom? 

A.     Six  feet. 

Q.     What  is  the  log? 

A.  All  instrument  towed  hy  the  vessel  by  which  the  distance 
.s;iile»!  is  ascertained.  In  steam  vessels  the  distance  traveled  is  now 
generally  determined  hv  the  drive  of  the  engines. 

Q.     (1)    What    is   meant    l.y    larboard'.1      (-)    I.ee-side? 

A.  (1)  The  left  or.  port  side  looking  toward  the  how.  The  term 
is  now  obsolete.  (2)  The  side  away  from  the  wind  is  the  lee-side,  the 
weather  side  being  toward  the  wind. 

Q.    What  is  the  cahle   rate  to  Great  Britain  and  Ireland? 

A.    Twenty-five  cents  a  word. 
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Q.  What  tonnage  is  owned  by  (1)  Great  Britain,  (2)  by  the  United 
States? 

A.  (1)  Great  Britain  and  her  possessions,  20,200,000  tons.  (2) 
The  United  States,  14,575,080  tons.  Japan  comes  third  with  about 
3,000,000  tons. 

Q.  What  bodies  of  water  constitute  the  Seven  Seas.  Are  they 
the  five  oceans  and  the  Mediterranean  and  Carribean  Seas? 

A.  No.  The  Seven  Seas  are  located  in  the  Northern  Section  of 
the  Adriatic  Sea.  Besides  the  delta  of  the  Po  and  the  large  marshy 
tracts  which  it  forms  there  exist  on  both  sides  of  it  extensive  lagoons 
of  salt  water,  generally  separated  from  the  Adriatic  by  narrow  strips 
of  sand.  The  best  known  of  these  lagoons  is  the  one  on  which  Venice 
is  situated.  They  formerly  afforded  a  continuous  means  of  internal 
navigation  by  what  were  called  "The  Seven  Seas"  from  Ravenna  to 
Altinum.  In  the  days  of  their  great  fame  and  prosperity  many  flnfe 
vessels  of  commerce  and  beautiful  private  ships  equipped  in  great 
luxury  swept  over  their  shallow  waters.  Nowadays  when  the  name 
of  the  Seven  Seas  is  used  it  applies  generally  to  all  the  great  bodies 
of  water  that  cover  the  earth.  To  say  "the  finest  ship  on  the  Seven 
Seas"  means  the  finest  ship  afloat  on  any  sea,  and  sea  in  this  sense 
includes  ocean,  gulf  and  bay.. 

Q.  What  is  the  distance  between  New  York  and  Queenstown  and 
between  New  York  and  Liverpool? 

A.     To   Queenstown,    2,835    miles.      To   Liverpool,    3,070    miles. 

Q.    What  was  the  name  of  the  first  steamer  to  cross  the  Atlantic? 

A.  The  "Savannah."  She  was  built  at  Corlears  Hook,  New  York 
City,  and  sailed  from  Savannah,  Ga.,  on  May  25,  1819,  for  Liverpool, 
arriving  on  June  29th;  time,  29%  days.  She  was  under  steam  for  less 
than  100  hours,  proceeding  all  the  rest  of  the  way  under  sail.  The 
first  "Royal  William,"  in  1831,  made  the  entire  voyage  under  steam. 

Q.  (1)  When  was  the  last  side-wneeler  built?  (2)  What  was  her 
name,  (3)  What  was  the  paddle-wheeler's  average  speed? 

A.  (1)  In  1862.  (2)  The  "Scotia."  This  ship's  record  from  New 
York  to  Queenstown  was  8  days,  3  hours.  (3)  Fourteen  knots. 

Q.    What  steamer  made  the  first  six-day  record? 

A.  The  "Umbria."  She  crossed  from  Queenstown  to  New  York 
in  six  days  and  two  hours  in  1888.  Her  sistership,  the  "Etruria," 
made  the  trip  in  about  three  hours  less  time  the  following  year.  Both 
were  Cunarders. 

Q.     What  is  meant  by  port  and  starboard? 

A.  The  port  side  of  a  vessel  is  the  left  looking  toward  the  bow, 
and  the  starboard  is  the  right,  looking  toward  the  bow. 

Q.     How  do  ships  get  coal  in  New  York? 

A.  Coal  barges  come  alongside,  the  coal  is  shoveled  into  scoops 
which  are  hoisted  to  the  side  of  the  ship  and  there  dumped  into  chutes 
which  run  to  the  bunkers. 

Q.     Why  the  great  success  of  Liverpool  as  a  harbor? 

A.  It  is  the  only  deep  water  haven  on  the  west  coast  of  England. 
It  has  6V4  miles  of  docks  on  the  city's  side  of  the  Mersey  River  and 
9%  on  the  Birkenhead  side. 

Q.  How  long  did  it  take  sailing  ships  to  cross  the  ocean  in  the 
early  part  of  the  last  century? 

A.  In  1816  the  record  was  23  days  westward,  43  days  eastward. 
In  1854  the  "Red  Jacket,"  an  American  Clipper  ship,  made  the  pas- 
sage from  New  York  to  Liverpool  in  13  days,  and  on  one  day  logged 
415  miles. 

Q.What  was  the   name  of  the   first   iron   steamer? 

A.  The  "Great  Britain,"  launched  at  Bristol,  England  in  1843. 
She  registered  3.270  tons,  and  was  for  many  years  the  largest  British 
ship.  She  carried  six  masts. 

Q.  Has  there  ever  been  an  ocean  route  shorter  than  those  now 
in  use? 

A.  In  1857  a  line  was  organized  to  run  between  Galway  in  Ire- 
land and  St.  John's,  Newf9undland.  It  ceased  in  1861. 

Q.  What  is  that  marking  on  the  side  of  a  steamer  that  looks  like 
the  sign  on  the  end  of  a  Uneeda  biscuit  carton? 

A.  That  is  the  Plimsoll  mark,  or  sailor's  safeguard,  originated 
by  Samuel  Plimsoll  of  Bristol,  England,  and  adopted  by  Act  of  Par- 
liament to  protect  insurance  companies  from  dishonest  shippers  who 
criminally  overloaded  unseaworthy  ships,  overinsured  them  and  then 
sent  them  out  to  their  doom  in  the  seas.  Even  though  sailors  have 
signed  articles  they  cannot  be  compelled  to  sail  on  a  ship  loaded 
deeper  than  this  mark.  Its  position  is  mathematically  accurate,  being 
figured  on  the  form,  displacement  and  cargo-carrying  capacity  of  the 
ship.  It  has  been  adopted  by  all  countrie's. 


I.  M.  M.  SHIPPING  BOARD  INQUIRY 

The  Traffic   World   Washington  Bureau 

A  further  inquiry  into  the  relations  between  the  Interna- 
tional Mercantile  Marine  and  the  British  government  will  be 
held  by  the  Shipping  Board  in  New  York,  October  4  and  5,  when 
public  hearings  will  be  held  on  a  supplementary  agreement,  en- 
tered into  between  the  company  and  the  British  government, 
regarding  ships  operated  by  the  company  under  the  American 
flag.  The  supplementary  agreement,  which  the  company  be- 
lieves will  settle  all  doubt  as  to  the  British  having  any  control 
over  the  ships  under  the  Stars  and  Stripes,  was  submitted  to 
the  board,  September  9,  by  P.  A.  S.  Franklin,  president  of  the 
I.  M.  M. 

The  board  originally  undertook  an  inquiry  into  the  agree- 
ments between  the  I.  M.  M.  and  the  British  admiralty  after 
charges  had  been  made  by  Senator  Jones  of  Washington,  that  the 
terms  of  the  agreements  were  injurious  to  the  best  interests  of 
an  American  merchant  marine.  A  public  hearing  was  held  and, 
thereafter,  the  following  resolution  was  adopted  by  the  board: 

Resolved,  That  the  International  Mercantile  Marine  Co.  he.,  and  it 
is  hereby  requested  and  directed  by  the  United  States  Shipping  Board 
to  so  amend  the  said  agreement  of  August  1,  1903,  together  with  agree- 
ments supplementary  thereto  as  to  exclude  therefrom  any  and  all 
vessels  documented  under  the  laws  of  the  United  States  to  the  end 
that  said  agreement  and  supplements  thereto  shall  not  he  allowed 
to  affect  or  apply  to  the  ships  operated  by  said  International  Mer- 
cantile Marine  Co.  at  any  time  under  the  flag  of  the  United  States 
of  America. 

The  agreement  which  Mr.  Franklin  submitted  to  the  board 
in  compliance  with  the  above  resolution  follows: 

An  agreement  made  the  eighth  day  of  June,  one  thousand  nine 
hundred  and  twenty-one,  between  the  commissioners  for  executing  the 
office  of  Lord  High  Admiral  of  the  United  Kingdom  of  Great  Britain 
2?*i  I.reJBn<l  and  the  Board  of  Trade  (for  and  on  behalf  of  His 
Majesty  s  government)  of  the  first  part  the  International  Mercantile 


Marine  Co.  (formerly  known  as  the  International  Navigation  Co.), 
being  a  corporation  incorporated  and  registered  under  the  laws  of  the 
State  of  New  Jersey  in  the  United  States  of  America  of  the  second 
part  and  the  Oceanic  Steam  Navigation  Co.,  Ltd.,  Frederick  Leyland 
&  Co.,  Ltd.  (formerly  known  as  Frederick  Leyland  &  Co.  [1900],  Ltd.), 
the  Atlantic  Transport  Co.,  Ltd.,  and  the  International  Navigation  Co., 
Ltd.  (all  of  whom  are  hereinafter  referred  to  as  the  British  compan- 
ies), of  the  third  part;  whereas,  this  agreement  is  supplemental  to 
three  agreements  (hereinafter  called  the  principal  agreements),  dated 
respectively  the  first  day  of  August,  one  thousand  nine  hundred  and 
three,  the  first  day  of  October,  one  thousand  nine  hundred  and  ten, 
and  the  second  day  of  September,  one  thousand  nine  hundred  and 
nineteen,  and  all  made  between  the  parties  hereto  of  the  first  and 
second  parts  and  the  parties  hereto  of  the  third  part  and  the  British 
and  North  Atlantic  Steam  Navigation  Co.,  Ltd.,  and  the  Mississippi 
and  Dominion  Steamship  Company.  Ltd.  (which  last  named  companies 
have  since  "the  date  of  the  second  prinicipal  agreement  been  finally 
liquidated  and  the  whole  of  their  assets  transferred  to  Frederick  Ley- 
land  &  Co.,  Ltd.),  and  whereas,  doubts  have  been  raised  in  the  United 
States  of  America  as  to  whether  under  the  provisions  of  the  principal 
agreements  the  parties  hereto  of  the  first  part  have  any,  and  if  so 
what,  control  over  vessels  under  the  flag  of  the  United  States  of 
America  which  at  any  time  are  operated  by  the  parties  hereto  of  the 
second  part  or  by  any  company  under  their  control  which  is  not  a 
British  company;  and.  whereas,  at  the  request  of  the  parties  hereto 
of  the  second  and  third  parts  the  parties  hereto  of  the  first  part  have 
agreed  to  enter  into  this  agreement  for  the  purpose  of  satisfying  such 
doubts,  now  it  is  hereby  agreed  by  and  between  the  parties  hereto  as 
follows: 

1.  As  from  the  date  hereof  the  principal  agreements  shall  be  read 
and  construed  as  if  there  were  excluded  therefrom  any  and  all  vessels 
documented  under  the   laws  of  the  United   States   of  America   to   the 
end    that    the    principal    agreements    shall    not    affect   or   apply    to    the 
ships  under  the  flag  of  the  United  States  of  America  which  arc1  at  any 
time   operated    by    the    parties   hereto    of    the    second   part    or    by    any 
company  under  their  control  which  is  not  a  British  company. 

2.  The  principal  agreements  shall  save  as  expressly  varied  by  this 
agreement  remain  in  full  force. 

3.  This  agreement  shall  expire  or  he  terminable  in  the  same  man- 
ner as  the  principal  agreements. 

After  his  conference  with  the  board,  Mr.  Franklin  expressed 
the  belief  that  the  supplementary  agreement  would  meet  the  re- 
quirements of  the  board.  The  board  announced  the  hearings 
would  be  held  in  New  York  to  enable  it  to  become  familiar  with 
the  agreements  between  the  I.  M.  M.  and  the  British  government 
and  to  reach  a  final  decision  in  the  matter. 

The  following  statement  was  issued  September  11,  by  the 
National  Merchant  Marine  Association: 

Secret  agreements  between  American  railroads  and  foreign  ship- 
ping companies,  or  American  lines  with  foreign  connections,  are  dc- 
clared  to  have  caused  the  tying  up  of  the  great  bulk  of  the  Shipping 
Board's  vessels,  according  to  a  lengthy  report  prepared  for  Senator 
Wesley  L.  Jones,  a  copy  of  which  has  been  transmitted  to  the 
National  Merchant  Marine  Association.  Senator  Jones  has  sent  the 
statement,  which  he  describes  as  having  been  made  by  "an  experi- 
enced railroad  man.  tremendously  interested  in  the  upbuilding  of  the 
merchant  marine,"  to  Chairman  Lasker  of  the  Shipping  Board,  with  a 
request  that  earnest  consideration  be  given  to  suggestions  containi'd 
therein. 

"Failure  to  enforce  the  chief  provisions  of  the  Merchant  Marine 
Art,  of  which  Senator  Jones  was  the  chief  sponsor,  has  stifled  the 
development  of  American  shipping,"  says  a  statement  issued  by  the 
National  Merchant  Marine  Association.  "This  is  especially  true  of 
Section  28  of  the  bill,  providing  for  preferential  railway  rates  on 
goods  shipped  in  American  vessels,  and  the  effects  are  strikingly  set 
forth  by  the  memorandum  prepared  for  the  senator.  The  marked  shrink- 
age in  the  volume  of  ocean  freight  due  to  the  trade  depression  of  the 
past  year  has  affected  American  shipping  far  more  severely  than 
foreign,  the  proportion  of  our  foreign  commerce  carried  by  oiir  CUMI 
vessels  having  fallen  from  more  than  50  per  cent  of  the  total  in  1!I20 
to  hardly  more  than  30  per  cent  this  year." 

A  study  of  the  situation  by  the  Shipping  Board,  the  report  states. 
will  show  that,  due  to  the  large  fleets  of  foreign  flag  vessels,  operated 
by  the  companies  with  which  the  trunk  lines  have  established  con- 
tracts, these  concerns  have  been  able  to  control,  at  the  expense  of 
Shipping  Board  vessels,  transportation  of  hundreds,  if  not  thousands 
of  cargoes,  aggregating  many  millions  of  tons  of  freight  on  which 
the  revenue  has  totalled  hundreds  of  millions  of  dollars. 

"The  discovery  of  these  secret  contracts  and  their  enforced  filing 
with  the  Interstate  Commerce  Commission,"  (which  is  now  required), 
"should  enable  the  Shipping  Board,"  it  is  added,  "to  definitely  de- 
termine the  principal  cause  for  the  success  of  foreign  flag  vessels  in 
transporting  approximately  two-thirds  of  our  export  and  import 
sea-borne  commerce." 

Investigation,  it  is  declared,  will  reveal  that  under  the  terms  of 
the  contract  the  traffic  officials  and  representatives  of  the  trunk  lines 
at  home  and  abroad  have  used  their  influence  and  expended  theii 
energies  preferentially,  if  not  exclusively,  in  behalf  of  the  booking 
of  both  export  and  import  freight  and  of  passengers  in  connection 
with  their  foreign  flag  allies. 

"Had  Section  28  of  the  Merchant  Marine  Act  been  put  into  opera- 
tion," the  report  continues,  "it  may  he  confidently  stated  that  few. 
if  any.  Shipping  Board  vessels  would  now  be  tied  up  for  lack  of 
cargo." 

In  addition  to  the  enforcement  of  a  system  of  preferfiitial  rail 
rates  on  goods  for  American  vessels,  the  report  urge's  the  organiza- 
tion and  operation  of  "commodity  transportation  companies."  subject 
to  the  joint  authority  of  the  Shipping  Board  and  the  Interstate  Com- 
merce Commission,  empowered  to  fix  joint  through  rail  and  ocean 
rates  through  American  ports  via  American  ships,  the  ships  to  he 
operated  in  conjunction  with  a  nationally  controlled  rail  distribution 
of  commodity  groupings  based  upon  a  pre-determination  of  their 
origin,  destination,  quantities,  and  many  other  factors. 

"Under  the  terms  of  the  Webb  Act  and  the  Edge  Act."  it  is  added, 
"the  organization  of  such  companies  can  be  legally  undertaken.  For 
example,  the  flour  millers  of  the  country  can  legally  organize  an  export 
flour  transportation  corporation  which  would,  in  effect,  represent  the 
authorized  pooling  of  flour  tonnage,  its  routing  and,  in  general,  estab- 
lish itself  as  the  authorized  flour  transportation  agency  of  the  Ship- 
ping Board,  and  under  Section  8  of  the  Merchant  Marine  Act  could 
be  authorized  by  the  Shipping  Board  to  deal  with  both  rail  and  ocean 
rates  and  handling  of  all  export  (lour,  both  rail  and  ocean,  as  the 
exclusive  export  flour  transportation  agency  of  the  board." 

The  creation  is  urged  cif  similar  commodity  transportation  com- 
panies, authorized  and  acting  as  the  exclusive  agency  of  the  Ship- 
ping Board,  to  take  control  over  all  of  the  major  export  and  import 
sea-borne  groups  of  commodities,  such  as  grain,  coal,  cotton.  lumber, 
iron  and  steel  articles,  sugar,  oil,  etc.  In  addition,  it  is  urged  that 
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lllf     authority     ol     all     Ihese     companicM     should     I irililiatcd     ii.l,,     B 

ii      ,IMH ln>     transportation    ,-ompan>.    ,-ml,ia,  inn    In    Its    MIHM- 

i.-nt     the    I'cpl  cs,-llt   ,  I  I  \  ,         "I     Mi.      Individual    cnnimndit  \      tlanspm  t:i 
i.i     ,-oipoial  ions,    III.-    Shippiiw    Kn.iril,    Inlerslato    I  'olnim-H -,     < '"MimlH- 
\m.  II..MI  ...I  i  .1  tTisliip  lines,    \ !  1 1.  i  I,.; i  n   i  n  ilruad.M,  the  I  h-pa  1 1  ment  of 
Com  me  1 1     Hi.-     .\Klicnltulal      I  i,  p.u  timnl.        '"riillH."     Hie     re|.oit 

stales.  "Hi,-  modus  n]ii-r:iiiiii  woni,i  in-  established  thiounh  \\-iiii-ii  <nn- 
.LIU,-  ,  \IM.I!  ami  Import  tiad,-  .,n,l  transportation  Interi-stM  roul<l 
rum-lion  to  111,-  I,.. n, -lil  of  one  ami  all  and  thercliy  establish  those 
,-midilion.-,  win,  -h  would  insure  III,  popular  suppmt  nl  llu-  nun-haul 
inarin,-  .111,1,  iii  lui-ti.  ils  pel  inanen,  \  apd  prospci  II  \  -." 

Tin  report  stroiiKl.v  advocates  the  cli'slrahlllty  of  enlisting  thn 
collective  co-operation,  counsel  an, I  10  i  I  n.  rshlp  of  the  commercial, 
industrial  and  agricultural  KTOIII..-.  of  the  country.  "The  vision. 
i,n  iativo  and  concrete  knowledge  possessed  i>\  sm-li  a  council  of 

advisors."  il  is  added,  "would  soon  I.,-  retlccteil  in  the  inaugural  inn  ol 
innm  .iii.uis.  ptilicies  and  practices  l.-adins-,.  in  turn,  not  only  in  Hi,- 
pnilllahle  lo.idinK  anil  operating  ol  the  licet,  hut  which  would  Kn-ath 
enhance  our  I'm  ,.ii;i,  I  radc." 


SHIP  SALE  PRICE  REVISION 

The  Traffic   World   Wasliintit<'n   "in.'u.i 

An  invest  i.uai  ion  of  the  affairs  of  the  Green  Star  Steamship 
Corporation,  which  has  appealed  to  the  Shipping  Board  to  revise 
i  he  terms  under  which  it  bought  a  number  of  vessels  from  the 
hoard  at  from  $200  to  $225  a  deadweight  ton,  is  under  way  by  the 
board,  according  to  an  announcement  made  September  9,  after  an 
all-day  session,  li  was  said  that  no  action  had  been  taken  on  the 
pe.tition  of  the  Green  Star  company,  but  that  its  affairs  were  being 
investigated. 

Should  the  board  revise  the  prices  at  which  the  Green  Star 
bought  vessels,  it  is  believed  a  general  revision  of  prices  at 
which  ships  were  sold  immediately  after  the  war  would  have 
to  be  undertaken.  The  board  sold  426  ships  for  a  total  of  $293,- 
IHHI.OOO,  of  which  about  $40,000,000  has  been  paid  to  the  board 
in  cash. 

The  question  of  revising  the  sale  price  per  deadweight  ton 
nl  i  he  board's  vessels  will  become  a  live  issue  in  the  near  future. 
Authority  to  revise  the  prices  may  be  asked  of  Congress,  as 
some  officials  believe  the  sanction  of  Congress  would  be  neces- 
sary. Chairman  Lasker,  however,  does  not  hold  that  view. 

The  market  value  of  ships  is  now  about  $50  a  deadweight 
ton.  Some  officials  in  Washington  who  have  studied  the  matter 
hold  strongly  to  the  belief  that  the  government  will  have  to  let 
go  of  its  ships  at  around  $35  a  deadweight  ton  when  there  is 
a  market  for  ships  again. 


MORGAN  LINE  SCHEDULES  SUSPENDED 

The  Traffic  World  Washington  Bureau 

In  I.  and  S.  Docket  No.  1398,  the  Commission  has  suspended 
from  September  10,  1921,  until  January  8,  1922,  the  operation 
of  certain  schedules  published  in  Morgan's  Louisiana  &  Texas 
Railroad  &  Steamship  Co.  tariff,  I.  C.  C.  No.  4129-B. 

The  suspended  schedules  propose  reductions  in  the  carload 
commodity  rates  on  salt  from  Anse-Le-Butt,  A  very,  Salt  Mine 
and  Weeks  Island,  La.,  to  Chicago,  111.,  St.  Louis,  Mo.,  and  points 
on  the  main  lines  of  the  Illinois  Central  Railroad  and  Yazoo  & 
Mississippi  Valley  Railroad  directly  intermediate  thereto,  north 
of  the  Mississippi-Louisiana  state  line.  The  following  shows  the 
present  and  proposed  rates  in  cents  per  net  ton  from  above  points 
to  representative  destinations  indicated: 

To —  Present.  Proposed. 

Jackson,   Miss 600 

Vicksbuig.    Miss 499>/4 

(ilcnada.    Miss 733% 

Memphis.    Tenn 459 

Fulton.   Ky 560 

Cairo,    III 459  420 

St.  Ixmis,  Mo 459  420 

IniQuoin,    111 634% 

Champaign.    Ill *. 634% 

Chicago.    Ill 513  420 

The  principal  protestant  against  the  schedules  is  the  Sterling 
Salt  Company  of  Hales'ite,  N.  Y. 


ENFORCEMENT  OF  MARINE  ACT 


as  a  means  of  gavinS"  American  overseas  shipping  from  foreign 
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,  , 

in  a  letter  addressed  to  the  Chamber  of  Commerce  of  Cincinnati. 

"When  the  merchant  marine  law  was  put  upon  the  statute 
books  in  June,  1920,"  said  Senator  Ransdell,  "it  was  hailed  as 
a  great  triumph  for  the  new  American  merchant  marine,  and 
properly  so,  because  it  was  considered  one  of  the  most  construc- 
tive pieces  of  legislation  in  the  interest  of  our  shipping  ever 
enacted  by  Congress. 

"But  to  what  extent  has  this  act  been  enforced?  As  a  matter 
of  fact,  when  the  new  Shipping  Board  recently  took  office  all  the 
outstanding  features  of  that  law,  so  far  as  positive  action  is  con- 
cerned, had  been  left  a  dead  letter  on  the  statute  books. 

"It  is  now  nearly  fifteen  months  since  the  merchant  marine 
act  of  1920,  the  so-called  Jones  law,  was  enacted  and  it  is  a  sin- 
ister fact  of  undeniable  significance  that  in  all  that  time  not  one 


of  the  chief  provisions  Intended  by  the  authors  to  «iv«-  protection 
anil  encouragement  In  Armrican  overseas  shipping  has  beep  en 
forced. 

"While  then-  may  he  objections  in  certain  (|iinrters  to  the 
policy  cmlMidied  in  any  or  all  these  provisions,  Ihf  cold  facts 
remain  that  they  are  UK-  law  of  the  land,  enacted  by  u  very 
large  majority  of  Congress,  and  approved  by  the  chief  executive, 
and  an  honest  effort  xhould  have  been  made  to  enforce  the  law. 

"It  is  also  a  fact  that  during  the  consideration  of  the  Jones 
bill  by  Congress,  and  subsequent  to  It*  passage,  many  meetings 
were  held  In  cities  adjacent  to  our  seaboard,  at  which  protest 
was  made  against  many  of  the  vital  features  designed  to  build 
up  and  maintain  our  merchant  marine.  It  is  a  matter  of  public 
knowledge  that  these  meetings  were  largely  controlled  and  at- 
tended by  representatives  of  foreign  steamship  lines  which  have 
waxed  fat  and  prospered  on  the  carriage  of  American  commerce 
in  years  past. 

"In  view  of  the  results  of  these  efforts  It  is  almost  excusable 
for  the  American  people  to  ask  if  their  statesmen  are  afraid  of 
our  competitors — whether  It  is  possible  that  our  almost  complete 
dependence  on  foreign  shipping  from  1865  to  1917  has  given  our 
competitors  subtle  power  so  to  influence  our  activities  as  to 
nullify  American  law  and  that  as  far  as  shipping  is  concerned 
America  must  be  satisfied  to  remain  in  a  state  of  colonial  servi- 
tude. 

"If  this  country  merited  the  distinction  of  being  the  greatest 
ship-building  nation  during  the  war  and  spent  billions  to  build 
a  bridge  of  ships  to  save  the  allied  cause,  it  is  a  sad  commentary 
upon  our  intelligence  if  we  do  not  rise  in  resentment  of  every 
suggestion  that  we  are  not  a  maritime  nation  and  that  we  should 
be  content  to  allow  others  to  carry  the  great  bulk  of  our 
commerce. 

"The  American  merchant  marine,  in  spite  of  the  brilliant 
promise  of  the  law  of  1920,  is  steadily,  month  by  month,  losing 
its  control  of  even  a  small  part  of  our  own  American  commerce. 
Almost  every  month  in'  the  entire  year  has  shown  foreign  ship- 
owners strengthening  their  hold  on  our  seaborne  trade  and  an 
increasingly  larger  proportion  of  American  ships,  government 
owned  and  privately  owned,  forced  to  quit  the  sea  and  tie  up  at 
the  docks.  This  has  continued  until  one-half  of  the  Shipping 
Board  steamers  and  more  than  one-fourth  of  the  privately  owned 
American  tonnage  is  now  unemployed. 

"It  is  not  mere  depression  of  trade  that  has  done  this.  If 
it  were,  American  vessels,  available  in  larger  numbers,  would 
still  be  carrying  the  same  percentage  of  the  total  of  this  lessened 
commerce  as  they  did  a  year  ago.  Foreign  vessels  in  April,  1921, 
carried  60  per  cent  of  our  exports  and  63  per  cent  of  our  imports 
or  well-nigh  two-thirds  of  our  international  exchanges. 

"American  ships  are  being  driven  off  the  ocean  because 
American  overseas  shipping  remains  an  absolutely  unprotected 
industry,  unprotected  against  the  cheap  wages  and  the  bounties, 
subsidies  and  powerful  commercial  discriminations  of  foreign 
lands.  And  added  to  this  has  been  the  utter  failure  of  the  re- 
sponsible government  officials  to  put  into  effect  the  provisions  of 
the  Jones  law,  which  all  but  those  who  are  opposed  to  an  Amer- 
ican merchant  marine,  or  whose  affiliations  with  foreign  shipping 
interests  have  been  lifelong  and  who  are  international  in  their 
viewpoint,  firmly  believe  will  do  more  to  place  the  American 
flag  permanently  on  the  high  seas  than  anything  that  has  been 
done  during  the  history  of  this  government. 

"It  is  recognized  by  this  association  that  there  does  not  exist 
in  this  country  a  national  interest,  in  so  far  as  a  merchant 
marine  is  concerned,  comparable  to  that  in  many  other  countries, 
but  intelligence  concerning  the  future  of  the  industry  must  be 
given  to  the  people  in  a  manner  vastly  different  from  the  system 
employed  recently  if  we  hope  to  instill  a  proper  spirit. 

"No  .enterprise  can  survive  when  confidence  in  its  integrity 
is  destroyed.  It  is  time  that  those  in  charge  of  this  great  work 
should  cease  criticizing  what  has  been  done  in  the  past  and  de- 
vote their  time  to  the  formulation  of  policies  that  in  the  future 
will  work  towards  permanently  placing  and  keeping  our  flag 
on  the  seas. 

"Many  competent  operators  have  been  created  during  the 
past  year  or  more — men  who  will  remain  in  the  shipping  busi- 
ness even  if  government  tonnage  is  taken  from  them.  They  have 
built  up  their  organizations  and  will  not  bow  either  to  the  will 
of  Congress  or  of  the  Shipping  Board  that  they  discontinue  their 
calling.  Their  recourse  is,  and  doubtless  will  be,  immediately 
ships  are  taken  from  them,  to  secure  the  assignment  to  them,  as 
managers,  of  foreign  tonnage  to  fill  the  vacuum  created,  and 
there  will  be  no  difficulty  in  their  arranging  to  obtain  this  for- 
eign tonnage. 

"In  the  final  analysis,  if  the  policy  of  laying  up  is  continued 
to  the  extreme,  as  it  seems  likely  now  it  will  be,  the  American 
steel  ships  will  follow  in  the  path  of  the  wooden  tonnage  which 
is  now  under  negotiation  for  sale  on  the  basis  of  $2,100  each  for 
vessels  which  cost  the  taxpayers  upwards  of  $500,000  each  to 
build. 

"The  time  has  come  when  the  American  people  should  be 
brought  to  a  full  realization  of  the  crisis  with  which  American 
shipping  is  confronted— a  crisis  menacing  to  the  prosperity  and 
protection  of  the  country." 
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SHIPPING  FRUIT  VIA  CANAL 

The  Traffic   World   Washington  Bureau 

Based  upon  observations  of  its  representatives  who  recently 
accompanied  two  test  shipments  of  oranges  from  the  Pacific 
to  the  Atlantic  coast  via  the  Panama  Canal,  the  Bureau  of 
Markets  and  Crop  Estimates,  United  States  Department  of  Agri- 
culture, points  out  the  following  factors  in  the  handling  of  citrus 
fruits  shipped  by  water: 

"To  secure  proper  space  on  steamships  advance  notice 
should  be  given  the  steamship  company  regarding  intended  ship- 
ments. Arrangements  should  also  be  made  for  securing  a  suf- 
ficient supply  of  dunnage,  which  is  furnished  by  the  steamship 
company.  Before  assigning  fruit  to  any  particular  boat  the 
shipper  should  ascertain  whether  ventilating  facilities  are  prop- 
erly installed  and  located  so  that  the  lading  will  receive  an 
adequate  supply  of  fresh  air.  Delayed  sailing  dates  are  apt  to 
throw  the  whole  shipping  plan  out  of  schedule,  and  when  it  is 
impracticable  for  the  shipper  to  rearrange  his  plans,  the  fruit 
must  remain  in  the  dock  warehouse  until  the  delayed  boat  has 
arrived. 

"When  shipped  in  refrigerator  cars  to  the  steamer  the  boxes 
may  be  loaded  on  their  sides  to  save  nailing  strips,  as  the  short 
haul  to  the  dock  does  not  require  the  same  loading  as  for  a 
transcontinental  journey.  When  shipped  by  motor  truck  the 
load  should  be  covered  with  tarpaulin  to  keep  off  the  sun's  rays. 
During  bad  weather,  rail  shipment  to  the  dock  is  preferable. 

"It  is  imperative  that  the  shipper  have  at  the  dock  a  capable 
representative  who  thoroughly  understands  loading  methods. 
Experimental  trips  have  shown  that  the  top  or  upper  'tween 
decks  should  be  avoided,  and  that  the  fruit  should  be  loaded 
in  only  cargo  holds  that  are  bulkheaded  away  from  the  engine 
room.  The  best  location  seems  to  be  in  the  lower  'tween  decks. 

"As  a  result  of  damage  to  fruit  by  the  prevailing  slings  in 
use  to  swing  the  boxes  over  the  ship's  side  and  into  the  holds, 
a  new  sling  that  is  a  modification  of  the  old  style  'aeroplane 
sling'  was  constructed.  This  is  a  square  platform  with  a  hook 
at  each  corner.  One  of  the  worst  phases  of  handling  fruit  by 
boat  has  been  eliminated  by  the  use  of  this  sling,  as  the  boxes 
are  not  damaged  in  any  way. 

"The  ship's  holds  should  be  thoroughly  clean.  On  one  of 
the  trips  a  great  deal  of  coal  which  had  been  carried  as  cargo 
previous  to  loading  the  fruit  was  shaken  down  from  the  over- 
head deck  supports  and  greatly  hurt  the  appearance  of  the 
shipment  on  arrival.  In  stowing,  the  boxes  should  be  placed  on 
end  as  in  refrigerator  car  loading,  and  ventilating  channels 
should  be  left  between  each  row  of  boxes  to  assist  circulation 
of  air  through  the  load.  These  channels  must  be  uniform  and 
continuous,  as  the  ventilators  on  ships  in  use  do  not  furnish  as 
great  a  volume  of  air  as  do  the  ventilators  on  refrigerator  cars. 
Unfortunately,  it  does  not  seem  possible  to  protect  the  loading 
of  a  ship  against  rain,  and  during  the  rainy  season  this  may 
prove  a  serious  drawback.  In  loading  the  fruit  is  also  exposed 
to  the  sun  a  longer  time  than  in  the  case  of.  refrigerator 
shipments. 

"As  with  refrigerator  cars,  the  present-day  cargo  vessel  is 
dependent  upon  the  speed  of  the  vessel  and  the  wind  for  cre- 
ating a  circulation  of  air  through  the  lading.  There  are  four 
ventilating  hoods  of  'cowls'  for  each  hatch,  about  36  inches  in 
diameter,  and  arranged  so  that  they  can  be  turned  any  direction 
to  scoop  up  the  air  and  carry  it  lown  and  distribute  it  through 
the  cargo.  It  is  the  usual  practice  to  turn  two  of  these  cowls 
so  that  they  will  be  the  intakes  facing  the  wind  and  to  turn 
the  other  two  from  the  wind  thereby  serving  as  exhaust  venti- 
lators. The  cowls  must  be  turned  at  each  shift  of  the  wind. 
During  squally  weather  the  intake  cowls  must  be  turned  from 
the  wind  to  prevent  rain  driving  in  on  the  cargo,  and  in  ex- 
tremely heavy  weather  with  seas  breaking  over  the  deck  the 
cowls  must  be  removed  entirely  and  the  ventilator  pipes  plugged 
and  covered  with  canvas. 

"Although  these  ventilation  precautions  are  necessary,  they 
are,  under  the  best  conditions,  detrimental  to  the  fruit.  In 
pleasant  weather  beneficial  results  are  secured  by  removing  the 
hatch  covers,  and  protecting  the  fruit  from  the  sun  by  tar- 
paulins suspended  over  the  hatch  openings.  With  the  hatch 
covers  removed  the  cowls  can  be  turned  to  act  as  intakes  and 
thus  force  the  air  out  of  the  open  hatch.  This  doubles  the 
quantity  of  air  passing  through  the  load.  The  objections  to 
hatches  being  opened  are  pilfering  by  the  crew,  and  on  coal- 
burning  ships  the  settling  of  cinders  and  sparks  over- the  fruit. 

"With  a  view  to  providing  a  better  ventilating  system  than 
in  present  use,  arrangements  are  being  made  for  testing  three 
different  installations.  One  is  a  complete  motor  fan  unit  with 
intake  and  exhaust  ducts  distributed  throughout  the  cargo  space 
in  one  hatch,  so  that  a  complete  change  of  fresh  outside  air  at 
normal  temperatures  will  be  drawn  into  the  hold  every  few 
minutes.  Another  system  is  a  motor  fan  unit  located  in  the 
empty  refrigerating  room  which  will  blow  chilled  air  out  of  the 
room,  circulate  it  through  the  fruit,  and  draw  it  back  over  the 
refrigerating  coils.  The  third  system  is  the  use  of  two  very 
efficient  exhaust  ventilators  capable  of  exhausting  air  out  of  the 
cargo  hold  automatically  at  all  times  regardless  of  wind  direc- 


tion, weather  or  sea  conditions,  and  working  equally  well  in 
heavy  rains  or  breaking  seas  as  in  calm  weather.  A  weather- 
proof intake  pipe  will  also  be  provided  for  each  exhaust  venti- 
lator through  which  the  fresh  outside  air  will  be  drawn.  If 
deemed  advisable,  intake  pipes  can  be  provided  with  suitable 
apparatus  for  controlling  the  humidity  of  the  incoming  air. 

"The  temperature  of  the  fruit  at  the  time  of  loading  plays 
an  important  part  in  its  behavior  in  transit.  The  fruit  should 
be  as  cool  as  possible  at  time  of  loading,  and  the  best  practice 
is  to  transport  the  fruit  to  the  dock  at  night,  giving  it  the  ben- 
efit of  low  temperatures.  The  tests  revealed  that  fruit  stowed 
in  the  lower  'tween  decks  will  run  at  a  lower  temperature  than 
in  the  upper  'tween  deck.  Also  loading  with  other  commodities 
having  a  high  initial  heat  should  be  avoided.  Care  should  be 
taken  that  the  fruit  is  not  loaded  into  holds  together  with  com- 
modities that  are  apt  to  contaminate  or  destroy  its  general  ap- 
pearance. These  commodities  are  commercial  fertilizers;  petro- 
leum and  coal  products  such  as  oil,  creosotes  and  coal  tars; 
many  chemicals,  especially  those  giving  off  chlorine  or  am- 
monia; vegetables  like  onions,  garlic  or  potatoes;  strong  smell- 
ing spices,  and  such  dusty  articles  as  sacked  cement  and  flour. 

"The  foregoing  sets  forth  only  some  of  the  highlights  in 
water  transportation.  Many  other  minor  conditions  exist  of 
which  shipper  of  citrus  fruits  via  the  Canal  should  have  a  thor- 
ough understanding,  if  he  would  have  his  product  arrive  at 
their  destination  in  first-class  condition.  The  investigations  by 
the  Bureau  of  Markets  and  Crop  Estimates  are  being  continued 
and  the  results  will  be  published  very  shortly.  The  bureau  will 
be  glad,  as  soon  as  that  publication  is  ready,  to  place  it  in  the 
hands  of  shippers  upon  request." 


EXPORT  RATES  ON  MEAT  PRODUCTS 

The    Traffic    World    Washington   Bureau 

In  announcing  that  it  had  asked  the  eastern  carriers  for 
substantial  reductions  in  export  rates  on  meat  products,  the  In- 
stitute of  American  Meat  Packers  issued  the  following  statement 
September  14: 

"In  an  effort  to  stimulate  foreign  demand  for  American 
products,  the  Institute  of  American  Meat  Packers,  which  in- 
cludes in  its  membership  all  of  the  packers  engaged  in  the  ex- 
portation of  meat  products  from  the  United  States,  today  filed 
with  the  (carriers')  Traffic  Executive  Committee  of  the  eastern 
territory  a  request  for  a  reduction  in  export  meat  rates,  which 
are  more  than  100  per  cent  in  excess  of  the  pre-war  rates. 

"The  petition  cited  that  the  live  stock  industry  is  back  to 
pre-war  prices  but  that  transportation  costs,  operating  costs  and 
costs  of  materials  have  not  shown  a  corresponding  decline.  It 
was  pointed  out  that  stimulated  foreign  demand  for  American 
products  would  react  favorably  upon  American  producers  and 
fhat  this  increased  consumption  would  directly  benefit  producers, 
packers  and  carriers.  The  petition  then  continues  as  follows: 

During  the  period  of  the  war  America  practically  supplied  the 
entire  civilized  world  with  meat  products.  Had  monetary  and  trans- 
portation conditions  been  restored  to  substantially  a  pre-war  basis 
there  is  no  doubt  but  that  our  exportation  would  have  continued.  At 
the  sacrifice  of  practically  our  entire  margin  we  exported  during  the 
first  seven  months  of  1021  1,079,882,024  pounds  of  meat  products,  valued 
at  $167,207,958.  During  the  same  period  of  1920  we  exported  1.079,654.- 
557  pounds  (practically  the  same  volume),  valued  at  $265,954,369.  Out 
of  a  gross  return  of  approximately  $100,000.000  less  than  in  1920  we 
have  absorbed  the  increases  in  transportation  costs  made  effective  in 
August,  1920. 

Obviously  the  purchasing  power  of  foreign  countries  has  been  and 
still  is  seriously  impaired  by  reason  of  the  decline  in  the  value  of 
their  money.  Their  re-entry  into  the  manufacture  and  exportation  of 
their  own  products  will  eventually  restore  this  condition  to  normal, 
although  this  may  require  years  of  reconstruction. 

The  American  packer  who  buys  the  live  stock  from  the  American 
producer  must  pay  cash  in  American  money,  and  sell  his  products  to 
foreign  buyers  who  must  pay  in  their  unstable  moneys  or  be  given 
extended  credit. 

We  firmly  believe  that  a  substantial  reduction  in  inland  charges 
will  result  in  greatly  increased  sales,  and  there  can  be  no  doubt  but 
that  a  similar  decrease  in  the  ocean  charges,  which  we  are  endea veil- 
ing to  obtain,  will  greatly  assist  that  increased  movement  and  afford 
an  outlet  for  the  surplus  of  this  country. 

American  packers  now  compete  with  Canadian  exporters  who  are 
able  to  obtain  their  live  stock  and  move  it  under  the  recently  reduced 
rates  in  effect  in  that  country.  Canadian  packers  are  also  permitted 
to  pay  their  transportation  charges  in  Canadian  currency,  while 
American  exporters  must  pay  the  same  rates  in  United  States  cur- 
rency. This  gives  the  Canadian  exporters  an  advantage — at  the  pres- 
ent time — of  at  least  10  per  cent. 

All  of  these  factors  contribute  toward  the  increase  in  the 
Canadian  exportation  of  meat  products,  and,  without  desiring  to  injurr 
our  Canadian  competitors,  we  wish  to  point  out  the  imminent  danger 
confronting  the  industry  in  this  country  unless  immediate  relief  is 
afforded. 

The  Canadian  producers  also  find  it  possible  to  export  their  live 
animals  to  foreign  killers,  who  are  advantageously  located  with  respect 
to  the  consuming  countries.  All  of  this  competition  must  lie  taken 
into  consideration  by  American  exporters  who  desire  to  participate  in 
the  business.  Therefore,  in  order  to  increase  an  export  business  we 
ask  all  reasonable  assistance  on  the  part  of  the  carriers. 

Treating  value  as  an  element  in  rate  making  we  submit  that  our 
wholesale  prices  are  at  pre-war  levels  and  consequently  that  factor 
in  and  of  itself  argues  for  a  reduction  in  export  rates.  As  shown  in 
our  petition,  fresh  meat  rates  have  been  increased  from  45  to  96% 
cents  per  cwt.  or  an  increase  of  114  per  cent,  while  provision  rates 
have  increased  from  30  to  63  cents  per  cwt..  or  110  per  cent. 

The  last  rate  increase  authorized  under  Kx  Farte  74  was  mrnle 
effective  following  the  period  of  peak  prices,  and  a  corresponding 
reduction  in  export  rates  should  now  be  granted. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


WHY  A  MERCHANT  MARINE? 

Why  a  war?      Why  a  Trotsky'.'     Why? 

Is  it  not  ;i  fact  that  this  country  moved  from  the  position 
of  zero  to  the  first  nation  of  the  world  and  is  it  not  a  fact  that 
the  outstanding  factor  of  that  success  Is  transportation?  Is 
there  any  reasonable  grounds  to  expect  anything  different  from 
the  water  "without"  transportation?  Were  not  such  transporta- 
tion facilities  by  land  built  largely  by  free  gifts  of  rights-of-way 
ami  by  the  free  subscription  of  bonds  and  stocks,  to  build  the 
loads  by  national,  state,  county  and  city  governments?  Is  It 
reasonable  to  expect  a  like  success  on  the  water  "without"  such 
contributions?  Who  is  it  that,  is  doing  all  the  talking,  making 
all  the  noise,  and  finding  all  the  fault,  about  the  proposed  mer- 
chant marine  and  the  expense  of  the  Shipping  Board,  past,  pres- 
ent and  future? 

Certainly,  no  "American."  Then  why  all  this  fol-de-rol  about 
the  Shipping  Board? 

Of  course,  there  were  mistakes,  and  lots  of  them,  and  lots 
of  good  "American"  money  went  over  the  dam.  But  all  the 
mistakes  were  not  made  by  the  Shipping  Board  nor  on  the 
water.  Some  were  made  on  the  land,  and  the  loss  was  possibly 
greater. 

The  greatest  mistake,  and  the  greatest  loss,  was  made  by 
Germany.  We  won  the  war,  didn't  we?  Not  being  a  fighting 
nation,  we  left  the  plow,  as  it  were,  and,  overnight,  went  into 
training,  built  ships,  took  over  the  railroads,  put  over,  two 
million  men  at  a  battlefront  over  3,000  miles  away.  The  grand- 

and  most  surprising  achievement  in  all  history.  Is  it  any 
wonder  there  would  be  some  mistakes? 

The  real  wonder  is  the  mistake  of  Germany,  who  spent 
several  generations  shooting  at  a  mark  and  training  to  capture 
the  world. 

Now  that  we  have  won  the  war,  let  us  continue  to  be  true 
Americans — which  means  the  "square  deal."  Let  us  be  true  to 
our  railroads  and  marines.  Without  either,  or  both,  that  suc- 
cess would  have  been  impossible. 

Everybody  else  seems  to  have  been  pretty  liberally  re- 
warded and  treated.  Is  there  any  good  reason  to  do  otherwise 
with  our  transportation  by  land  or  water? 

Turn  the  railroads  back  to  their  owners  with  the  same  lib- 
eral hand,  and  insist  on  the  best  merchant  marine  in  the  world, 
all  American,  operated  for  and  by  Americans.  Have  the  Amer- 
ican flag  in  every  port  in  the  world. 

All  the  other  allies  got  land  or  something  else  in  return  for 
the  war,  even  though  America  provided  some  of  the  money. 
Germany  expected  to  get  the  universe.  Certainly  a  merchant 
marine  and  her  flag  in  every  port  is  little  enough  for  America. 

Stop  all  this  nonsense  about  the  Shipping  Board  expense. 
The  war  is  over.  Be  American.  Put  both  the  railroads  and 
marines  on  their  financial  feet,  and  charge  it  off  and  forget  it. 

Every  farmer,  industrial  and  commercial  organization  of 
this  country,  together  with  all  the  traffic  leagues,  should  get 
behind  this  and  boost.  It  means  a  permanent  market  for  Ameri- 
can produce  and  goods. 

Cambridge,  Mass.,  Sept.  8,  1921.  A.  J.  Canfield. 


A  CHANCE  FOR  HENRY  FORD 

Editor  The  Traffic  World:  shrdlucmfwy 

The  writer  wishes  to  congratulate  you  on  the  commendable 
manner  in  which  The  Traffic  World  is  undermining  the  pro-Ford 
propaganda  with  relation  to  the  railroad  business.  He  has  viewed 
with  increasing  concern  the  enormous  amount  of  really  sincere 
thought  which  is  being  published  on  this  man  as  the  savior  of 
ihe  transportation  world. 

Why  wouldn't  it  be  a  good  idea  to  suggest  to  these  pro-Ford 
enthusiasts  that  he  buy  the  Missouri  &  Northern  Arkansas 
Railroad  and  increase  its  business  1,000  per  cent?  Here  is  a 
railroad  that  for  years  has  not  been  able  to  meet  its  fixed  oper- 
ating charges,  and  was  consequently  compelled  to  cease  opera- 
tion  a  short  time  ago.  Ford  could  probably  buy  this  railroad 
as  junk.  11'  he  can  transform  it  like  he  did  the  D.  T.  &  I.,  he 
may  be  the  superman  we  are  looking  for. 

E.  J.  Lennart,  Traffic  Manager, 

Wayne  Oil  Tank  and  Pump  Co. 
Fort   Wayne.   Ind..   Sept.   6,  1921. 


i   tevera!    towns   H\<»\K    Hie    Missouri   &    Northern    Arkansas    ICail- 

tniiii  iiini  come  to  Detroit  to  Interact  ibm>.   i-oni  in  a  proposal  that  h<- 

tllke     over     and      opel  a  1 1-      Ih.'lt      |>lo|,ert>.         In      Mr.      Ford's     llbHcnec.      tin 

committee  «;i.-  received  by  his  secrctai  v.  K.  <!.  l.ii-liolil.  It  was  said 
that.  so  fur  as  could  be  le:irnc<l.  III.  .!.  iiinl.  action  Was  taken  (it  III. 
conference.  Here  is  a  ch:mre  lor  Henry  Ford  to  show  whether 
really  a  railroad  magician  Instead  of  merely  a  big  shipper  using  his 
power  as  such  to  make  money  out  of  a  railroad  owned  h>  him.  He 
might  exert  Home  Influence  ua  n  shipper  to  get  business  for  the  Mis- 
souri &  Northern  Arkansas,  but  not,  of  course,  as  much  ;is  1 xcrts 

for  the  1).  T.  &  I.  Mr.  Ford  is  somewhat  of  a  gambler,  as  lire  :ill 
successful  business  men.  but  we  doubt  If  he  will  cull  this  bet. — Kdilor 
The  Trallie  World. 


It   is  a  sti.iiu-1-  coineidencc-  that,  the  day  after  the  above  letter  wiis 
written,    press   dispatches   from  Detroit  said  that  a   committee  repre- 


A  DEFENSE  OF  FORD 

Editor  The  Traffic  World: 

Endless  criticism  is  directed  at  Mr.  Ford's  entrance  into 
the  transportation  field  because  of  his  radical  departure  from 
present  and  past  transportation  methods.  Is  this  criticism 
merited? 

Only  a  short  time  ago  a  railroad  was  purchased.  Ordinarily 
many  months  must  pass  before  a  carrier  will  admit  that  sufficient 
opportunity  has  been  had  to  demonstrate  a  particular  test;  never 
less  than  six  months,  more  often  twelve.  Our  government 
selected  three  years  to  determine  the  proper  test  for  its  railroad 
venture.  Why  condemn  Mr.  Ford's  plan  without  the  opportunity 
of  test  or  experiment?  Where  is  our  spirit  of  fair  play?  If 
his  plan  fails,  who  will  lose;  if  a  success,  who  will  gain? 

There  is  individual  and  united  opinion  that  freight  rates 
are  too  high  and  a  reduction  would  increase  the  volume  of  ton- 
nage and  stabilize  business.  That  theory  is  being  tried  on  the 
D.  T.  &  I.  Freight  rates  have  been  reduced  on  that  railroad  and 
the  benefits  of  those  reductions  bring  dollars  to  the  Ford  coffers. 
But  its  effect  is  broader.  Note  the  recent  reduction  in  price  of 
the  Ford  product  to  the  consumer.  Should  a  plan  that  works 
for  a  reduction  in  cost,  which  saving  is  passed  to  the  consumer, 
be  condemned? 

Does  Mr.  Ford's  plan  of  railroad  operation  merit  condemna- 
tion? Is  it  not  a  fact  that  by  establishing  a  minimum  wage 
scale  for  eight  hours'  work,  regardless  of  the  employes'  classifi- 
cation, he  has  accomplished  something  every  carrier  would  like 
to  duplicate,  but  its  officers  dare  not  attempt?  Is  it  wrong  to 
expect  eight  hours'  work  for  eight  hours'  pay?  A  vigorous  pro- 
test was  lodged  with  the  Railroad  Labor  Board  against  obnoxious 
agreements  and  regulations,  between  carriers  and  employes,  that 
result  in  pay  for  services  not  rendered.  Mr.  Ford  has  the  solu- 
tion. Increase  the  pay,  but,  in  return,  demand  service  for  that 
pay  and  thereby  reduce  the  number  of  employes.  Is  such  a 
plan  to  be  condemned?  What  has  been  the  custom  of  others? 
A  reduction  in  pay  but  with  the  same  conditions  as  in  the  past. 
His  plan  permits  a  liberal  wage  scale  but  in  return  demands 
1hat  the  compensation  be  earned  by  work  actually  accomplished. 

The  opportunity  grasped  by  Mr.  Ford  exists  alike  for  all.  It  • 
requires,  however,  a  large  institution  with  unbounded  faith  in 
its  ability  to  succeed,  consideration  for  the  welfare  of  its  em- 
ployes, and  a  determination  to  succeed.  Did  the  carriers  when 
operating  the  coal  mines,  whose  ownership  has  been  ordered  di- 
vorced by  the  U.  S.  Supreme  Court,  reduce  the  price  of  its 
product,  or  extend  any  benefits  to  the  consumer?  Did  they  es- 
tablish a  minimum  liberal  wage  scale  and  in  return  demand 
work  for  the  pay  received?  Did  the  wage  increases,  granted 
carriers'  employes  in  the  past,  promote  efficiency,  and  the  recent 
reductions,  to  curtail  operating  expenses,  secure  for  the  carriers 
loyal  and  efficient  support?  Mr.  Ford  has  the  solution;  increase 
the  pay,  demand  full  services  for  the  pay  received,  thereby 
enable  a  reduction  in  the  number  of  employes.  It  is  a  radical 
dparture  from  customary  methods  of  economy.  Very  few  would 
suggest  an  increase  in  pay  to  reduce  expenses.  We  hear  no 
charges  of  sabotage  on  his  railroad  and  the  charges  of  radicalism 
are  directed  at  Mr.  Ford. 

By  what  standard  are  we  to  gauge  Mr.  Ford's  plan?  The 
public  contends  a  reduction  in  freight  rates  will  increase  busi- 
ness and  the  carriers'  tonnage,  while  the  carriers  contend  ii 
would  only  result  in  additional  losses.  Permit  .him  to  demon 
strate  who  is  correct. 

An  institution  that  springs  from  nothing  and  obscurity  to 
power  and  success,  worth  possibly  $300,000,000,  with  50,000  or 
more  employes,  all  accomplished  within  a  decade,  merits  praise 
and  its  ventures  consideration. 

An  individual  who  founded  that  institution  and  directed  its 
progress,  who  has  amassed  millions  to  himself,  but  has  also 
always  reduced  the  price  of  his  commodity,  who  extends  to  his 


554 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  12 


employes  a  liberal  compensation  and  a  portion  of  his  profits, 
who  is  the  cause  of  its  growth  from  nothing  to  a  $300,000,000 
industry,  and  through  whose  direction  a  sum  of  $55,000,000  cash 
is  accumulated,  has  accomplished  something  that  a  few  can  but 
many  cannot.  He  may  justly  feel  proud. 

Among  the  criticism  attention  is  directed  to  his  "Peace  Ship, 
Oscar  II,"  and  its  cargo  of  so-termed  "nuts."  We  will  shortly 
have  assembled  in  Washington  representatives  of  almost  every 
nation  on  the  globe  to  discuss,  among  other  things,  universal 
peace.  Is  it  just  and  courteous  to  place  those  representatives 
in  the  same  category?  Will  every  vessel  carrying  those  repre- 
sentatives from  every  corner  of  the  globe,  at  its  port  of  entry, 
manifest  its  cargo  as  "nuts"?  Accomplish  a  very  few  of  the 
things  Mr.  Ford  has,  become  the  power  in  the  direction  of  some 
large  institution,  then  criticize.  After  success,  equal  to  his,  has 
been  obtained  we  would  feel  honored  at  the  decoration,  "Director 
of  the  Ship  of  Nuts."  And,  if  we  would  be  frank  and  truthful, 
the  U.  S.  Shipping  Board  would  have  no  problem  of  unsold  ships, 
nor  could  our  shipyards  supply  the  demand.  It  would  be  neces- 
sary to  establish  traffic  lanes  on  all  waters. 

The  only  suggestion  I  would  offer  to  Mr.  Ford  is  a  change 
in  the  name  of  his  railroad  to  "Do  Try  It."  Others  can  copy  if 
they  elect  to  follow,  or  can  name  their  railroad  "Don't  Try  It," 
whichever  way  they  may  incline.  In  the  future,  after  a  reason- 
able test  has  been  made,  the  names  can  be  permanently  changed 
to  "Did  Try  It,"  which  will  suffice  for  either  plan  a  carrier  may 
have  elected  to  follow. 

Warren,  Ark.,  Sept.  14,  1921.  J.  C.  Anthoni. 


Mr.  Anthoni  is  knocking  down  a  straw  man.  No  one  that  \ve  know 
of  is  particularly  condemning  the  Ford  methods.  The  thing  that  is 
objected  to  is  the  attributing  by  him  and  his  admirers  of  his  railroad 
success  to  his  great  ability  and  his  innovations  in  the  railroad  busi- 
ness, whereas  it  is  due  solely  to  the  fact  that,  as  a  big  shipper,  he 
gives  his  road  tonnage  and  compels  other  railroads  to  give  it  tonnage 
and  divisions  that  it  would  not  receive  under  other  ownership.  Mr. 
Anthoni  has  not  a  word  to  say  about  that.  As  to  the  peace  ship — 
while  that  is  not  involved  in  this  controversy,  there  being  no  question 
as  to  the  rate  on  nuts,  either  rail  or  ocean — we  might  remark  that  a 
congress  called  to  consider  world  peace  or  disarmament  is  somewhat 
different  from  the  performance  of  a  few  men  and  women  sailing  to 
Germany  to  get  the  men  out  of  the  trenches  by  some  miracle. — Editor 
The  Traffic  World. 


LOADING  OF  REVENUE  FREIGHT 

The    Traffic    World    Washington   Bureau 

An  increase  of  892  in  the  number  of  cars  loaded  with  reve- 
nue freight  the  week  ended  September  3,  compared  with  the 
previous  week,  is  shown  by  reports  received  by  the  car  serv- 
ice division  of  the  American  Railway  Association.  The  total 
for  the  week  was  830,601  cars.  This  is  the  largest  week's  load- 
ing since  December  11,  1920,  and  represents  the  fifth  con- 
secutive week  of  increase,  but,  as  compared  with  the  correspond- 
ing week  of  1920,  it  shows  a  loss  of  131,032  cars. 

The  total  number  of  cars  loaded  with  merchandise  and 
miscellaneous  freight  was  505,425,  an  increase  of  nearly  6,004,  as 
compared  with  the  week  of  August  27,  but  30,000  less  than  for 
the  corresponding  week  of  last  year. 

Loading  of  grain  and  grain  products  was  60,632,  an  increase 
as  compared  with  the  week  before  of  1,127,  and  18,000  cars 
more  than  for  the  same  week  of  1920.  The  loading  of  live  stock 
amounted  to  27,539  cars,  or  a  decrease  of  1,531  under  the  pre- 
ceding week  and  slightly  less  than  for  the  corresponding  week 
of  1920. 

Coal  loading  amounted  to  155,816,  a  decrease  of  5,796,  as 
compared  with  the  week  before,  and  43,000  cars  less  than  for 
the  corresponding  week  of  1920.  The  loading  of  forest  products 
was  45,419,  a  decrease  of  1,059  over  the  week  before,  and  about 
17,000  cars  less  than  the  loading  for  the  corresponding  week 
of  1920.  The  ore  loading  was  31,112,  an  increase,  as  compared 
with  the  previous  week  of  1,077,  while  the  loading  of  coke  was 
4,658  cars,  an  increase  of  48. 

Revenue  freight  loaded  by  districts  in  the  week  ended  Sep- 
tember 3  and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,784  and  7,143; 
live  stock,  2,809  and  3,075;  coal,  43,291  and  51,932;  coke,  1,181  and 
3,510;  forest  products,  4,399  and  7,829;  ore,  2,792  and  10,892; 
merchandise,  L.  C.  L.,  58,989  and  49,310;  miscellaneous,  80,679 
and  104,770;  total,  1921,  201,924;  1920,  238,461;  1919  203,815. 

Allegheny  district:  Grain  and  grain  products,  3,295  and 
2,897;  live  stock,  3,038  and  3,660;  coal,  43,768  and  57,638;  coke, 
2,194  and  6,775;  forest  products,  2,510  and  3,444;  ore,  5,971  and 
14,894;  merchandise,  L.  C.  L.,  45,594  and  39,535;  miscellaneous, 
58,430  and  72,779;  total,  1921,  164,800;  1920,  201,622;  1919,  198,- 
474. 

Pocahontas  district:  Grain  and  grain  products,  149  and 
166;  live  stock,  269  and  240;  coal,  14,676  and  23,792;  coke,  35 
and  711;  forest  products.  1,118  and  1,653;  ore,  3  and  199;  mer- 
chandise, L.  C.  C.,  2.722  and  3,026;  miscellaneous,  5,140  and 
6,134;  total,  1921,  24,112;  1920,  35,921;  1919,  34,466. 

Southern  district:  Grain  and  grain  products,  3.627  and 
3,713;  live  stock,  1,747  and  2,075;  coal,  21,540  and  24,485;  coke, 
417  and  1,607;  forest,  products,  14,457  and  18,949;  ore,  220  and 


3,019;  merchandise,  L.  C.  L.,  36,965  and  35,256;  miscellaneous, 
32,828  and  39,324;  total,  1921,  111,801;  1920,  128,428;  1919,  120,238. 

Northwestern  district:  Grain  and  grain  products,  19,999 
and  12,950;  live  stock,  6,586  and  7,019;  coal,  8,854  and  12,503; 
coke,  459  and  1,493;  forest  products,  10,567  and  14,943;  ore, 
20,614  and  43,453;  merchandise,  L.  C.  L.,  29,016  and  29,666; 
miscellaneous,  33,959  and  39,140;  total,  1921,  130,054;  1920,  161,- 
167;  1919,  160,406. 

Central  Western  district:  Grain  and  grain  products,  19,654 
and  11,537;  live  stock,  10,314  and  10,641;  coal,  18,981  and  23,155; 
coke,  152  and  473;  forest  products,  5,837  and  7,262;  ore,  745 
and  4,496;  merchandise,  L.  C.  C.,  31,348  and  31,956;  miscel- 
laneous, 45,848  and  44,130;  total,  1921,  132,879;  1920,  133,650; 
1919,  127,622. 

Southwestern  district:  Grain  and  grain  products,  fi,12t 
and  4,167;  live  stock,  2,776  and  2,338;  coal,  4,706  and  5,495; 
coke,  220  and  105;  forest  products,  6,531  and  8,149;  ore,  767  and 
851;  merchandise,  L.  C.  L.,  16,260  and  17,090;  miscellaneous, 
27,647  and  24,189;  total,  1921,  65,031;  1920,  62,384;  1919,  59,372. 

Total,  all  roads:  Grain  and  grain  products,  60,632  and  42,- 
573;  live  stock,  27,539  and  29,048;  coal,  155,816  and  199,000; 
coke,  4,658  and  14,674;  forest  products,  45,419  and  62,229;  ore, 
31,112  and  77,804;  merchandise,  L.  C.  L.,  220,894  and  205,839; 
miscellaneous,  284,531  and  330,466;  total,  1921,  830,601;  192(1, 
961,633;  1919,  904,393. 


UNEMPLOYMENT  CONFERENCE 

The   Traffic    ll'tn-hl    If'utliiittitvii   I'-in-cati 

If  the  views  of  Secretary  of  Commerce  Hoover  are  followed 
at  the  unemployment  conference  to  be  held  soon  in  Washington, 
such  matters  as  an  appeal  for  lower  freight  rates  will  not  be 
included  in  the  "agenda."  It  has  been  suggested  that  manu- 
facturers might  urge  a  general  reduction  in  freight  rates  as  a 
means  of  affording  relief  for  the  unemployment  situation.  When 
this  suggestion  was  brought  to  the  attention  of  Secretary  Hoover 
he  said  he  believed  the  conference  should  discuss  only  those 
matters  bearing  directly  on  the  question  of  unemployment. 

The  question  of  giving  financial  aid  to  the  railroads,  how- 
ever, to  the  end  that  employment  would  be  given  to  hundreds 
of  thousands  of  men  now  out  of  work,  may  be  discussed  at  the 
conference.  It  is  believed  that  the  conference  may  consider 
the  advisability  of  urging  Congress  to  pass  the  railroad  funding 
bill  so  that  final  settlements  with  the  railroads  and  the  funding 
of  their  indebtedness  to  the  government  may  go  forward. 


FRUIT   AND   VEGETABLE   INCREASES 

The    Traffic    World    Washington   Bureau 

By  an  order  entered  in  I.  and  S.  No.  1400,  the  Commission 
has  suspended  from  September  15,  1921,  until  January  13,  1923, 
the  operation  of  certain  schedules  published  in  Supplement  No. 
14  to  Agent  F.  A.  Leland's  I.  C.  C.  No.  1356.  The  suspended 
schedules  propose  increased  commodity  rates  on  fresh  fruits, 
melons  and  vegetables,  carloads,  from  points  in  Arkansas,  Louis- 
iana, Missouri,  Oklahoma,  and  Texas  to  destinations  in  central 
freight  association  and  trunk  line  territories.  The  following 
shows  the  present  and  proposed  rates  in  cents  per  100  pounds, 
from  and  to  the  representative  points  indicated: 


J  Varhos. 


I  'olntoes. 


Pres-         Pro-  Pres-  I'ro- 

Krom —                                                                   ent.  posed.         ent.  posed. 

Oklahoma  City.  Okla..  to  New  York,  N.  Y.  .  218           226           110.5  111. 5 

Shreveport,  La.,  to  Pittsburgh.  Pa l«(i           171           112  115 

Bloomsburg.   Tex.,    to    D.-troit.    Mich 138.5       142.5         XG.5  89.5 

Ft.  Smith,  Ark.,  to  Cleveland,  0 132           130             80.5  v; 

The  protestants  to  the  proposed  schedules  contend  that  the 
proposed  rates  represent  an  increase  of  35  per  cent  in  the  fac- 
tors west  of  East  St.  Louis,  111.,  the  basing  point,  and  40  per  cent 
in  the  factors  east  of  there,  instead  of  a  straight  interterritorial 
increase  of  33%  per  cent  on  the  joint  through  rates  as  provided 
for  in  Ex  Parte  74  and  I.  &  S.  No.  1263. 


INCREASES  IN  WAGES  AND  RATES 

A  compilation  made  by  the  Bureau  of  Railway  Economics 
shows  that  since  1912  the  annual  average  compensation  of  rail- 
road employes  has  increased  143.11  per  cent,  while  the  average 
receipts  per  ton  mile  increased  73.84  per  cent,  and  passenger  mile 
receipts  58.09  per  cent.  The  figures  follow: 


Year. 

1012,  fiscal 

1013,  fiscal 
1014, 

1015, 
1916, 
101G. 
1017. 
1918, 
11)10, 


Average  annual 

compensation  per 

railway  employe. 


, 
1020, 


. 

7CI.IHI 
fiscal    ......  ,  ................       Sir,.  41 

fiscal     .......................       830.06 

fiscal    .......................       xr.  l.2i; 

calendar    ....................       801.  Gl 

calendar    ....................   1,003.81 

calendar    ....................   1.419.34 

calendar    ....................   1,485.89 

calendar    ....................   1.X20.05 


, 
First  quarter  1021 


1,700.93 


Average 

A  \  > 

recripts 

ivr.-ipl  s  prr 

per  ton- 

passfiwr- 

mile  (els.  I 

milr  (cts.) 

0.730 

L.978 

0.710 

2.002 

0.783 

t.97(i 

(1.722 

L.979 

0.707 

2.002 

0.707 

2.042 

0.716 

2.090 

0.849 

2.414 

0.073 

2.540 

L.052 

2.7(7 

1.269 

3.181 

•plcmlier    17,    192] 
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DINNER  OF  TRAFFIC  MEN 

J.  V.  T.  O'Connor  of  Cratid  Forks,  N.  D.,  who  will  be  the 
principal  speaker  at  the  annual  dinner  of  the  American  Associa- 
tion of  Ktvi.niit  Trailic  oillcers  at  tlie  Drake  Hotel  in  Chicago, 
September  19,  was  I  he  youngest  candidate  for  governor  in  the 
history  of  his  state.  In  the  election  of  1916,  when  the  Non 
Partisan  league  swept  the  state,  electing  every  state  official 
and  three  members  of  the  Supreme  Court,  controlling  the  House 
of  Representatives  by  a  two-thirds  majority,  he  was  one  of  the 
minority  in  the  House  and  in  a  few  weeks  he  was  recognized 
as  the  leader  of  the  minority.  HP  took  a  firm  stand  against 
i  be  League  measures,  which  he  deemed  detrimental  to  the  best 
interests  of  the  state.  His  speech  in  opposition  to  the  famous 
ialists'  constitution,  .sponsored  by  the  League,  was  consid- 
il  by  leading  papers  of  the  stato  as  the  greatest  oratorical 
effort  ever  delivered  on  the  floor  of  the  House.  It  made  Mr. 
O'Connor  the  leader  and  champion  of  representative  govern- 
ment. 

In    lit  IS   lie   was  re-elected  to  the  legislature  without  a  dis- 
senting  \ote  in   his   district  and,  again  in   the  minority,  he  re- 


along  with  an  expression  of  gratitude  for  an  able,  faithful  and 
helpful  public  service.     Warren  O.  Harding." 


J.    F.    T.    O'CONNOR 

ceived  the  votes  of  the  anti-league  forces  for  the  speakership. 
In  the  summer  of  1920  the  Republicans  and  Democrats  placed 
a  fusion  ticket  in  the  field,  indorsing  Mr.  O'Connor  for  the  gov- 
ernorship. He  made  a  great  campaign  and  his  efforts  are  said 
to  have  broken  the  power  of  the  League  forever  in  North  Dakota. 
Mr.  O'Connor  received  49  per  cent  of  the  vote;  a  difference  of 
one  vote  in  every  precinct  would  have  made  him  governor. 
President  Harding  carried  the  state  by  130,000  and  the  League 
governor  on  the  same  ticket  pulled  through  with  a  4,600  ma- 
jority. O'Connor  ran  100,000  ahead  of  his  ticket. 

Mr.  O'Connor's  subject  will  be  "Problems  of  Government." 
The  other  speaker,  besides  the  humorist,  will  be  Henry  A. 
Palmer,  editor  of  The  Traffic  World,  whose  subject  will  be,  "The 
Railroad  Situation." 

Edgar  A.   Jonas   of   Chicago,   who   was   to   have   spoken   on 
"Fiaternalism,"  is  ill. 


CLARK    HAS   HARDING'S   PICTURE 
President    Harding    has    sent    a    photograph    of    himself    to 

Edgar  E.   Clark,   former   chairman   of  the   Commission,   bearing 

the  following  inscription: 

"To  Edgar  E.   Clark — With   high   esteem   and   good   wishes, 


Personal  Notes 


The  United  American  Lines  have  announced  the  following 
changes  in  the  personnel  of  the  freight  traffic  department:  R.  L. 
Francis,  formerly  assistant  freight  traffic  manager  has  been  ap- 
pointed manager,  at  Philadelphia.  E.  M.  Tyrell  has  been  made 
his  assistant.  Wllmer  M.  Wood  has  been  appointed  general 
freight  agent,  intercostal  service,  at  New  York;  E.  W.  Robinson, 
assistant  freight  traffic  manager  In  charge  of  full  cargo  traffic, 
at  New  York,  and  Clarence  F.  Ray,  assistant  to  the  manager,  at 
Boston. 

F.  M.  Seymour,  Jr.,  has  been  appointed  general  agent  for 
the  Kansas  City  Southern,  at  Kansas  City,  vice  P.  A.  Dudley, 
who  died. 

Albert  G.  Linneman,  formerly  chief  clerk  to  the  freight 
traffic  manager  of  the  Pennsylvania  System,  central  region,  at 
Pittsburgh,  has  resigned  to  become  a  member  of  the  commercial 
traffic  service  firm  of  By  water  &  Linnemann,  in  Cincinnati.  Mr. 
Bywater  was  formerly  traffic  manager  for  the  Edwards  Manu- 
facturing Company  of  Cincinnati. 

C.  E.  Carson,  general  agent  for  the  Ft.  D.,  D.  M.  &  S..  at 
Chicago,  has  been  appointed  manager  of  The  Traffic  Club  of 
Chicago,  succeeding  L.  0.  Slayback,  superintendent,  who  died. 

John  M.  Sternhagen  has  resigned  from  the  office  of  the 
solicitor  of  internal  revenue  at  Washington  to  become  a  member 
of  the  firm  of  Robbins,  Townley  &  Wild,  Chicago,  as  a  specialist 
in  interstate  commerce  and  tax  law.  Mr.  Sternhagen  was  for- 
merly commerce  attorney  for  the  New  York  Central  lines. 

B.  H.  Taylor  has  been  appointed  assistant  general  freight 
agent  for  the  Gulf  Coast  Lines,  at  Houston,  Tex.  He  is  suc- 
ceeded aa  general  agent,  at  Houston,  by  T.  H.  Mercer. 

H.  I.  Norris  has  been  appointed  export  and  import  agent  for 
the  Erie  Railroad,  at  New  York  City,  succeeding  E.  M.  Snell, 
who  has  been  promoted  to  general  agent,  at  Toronto. 

James  E.  Gowan  has  been  appointed  an  assistant  solicitor 
for  the  Pennsylvania  Railroad  at  Philadelphia.  He  will  handle 
cases  before  the  Interstate  Commerce  Commission.  Mr.  Gowan 
is  the  son  of  Francis  I.  Gowan,  vice-president  and  general  counsel 
of  the  Pennsylvania. 

A.  P.  Maguire  is  appointed  general  agent  of  the  Louisiana 
Railway  &  Navigation  Company  with  headquarters  at  Baton 
Rouge,  La.  The  commercial  agency  at  that  point  has  been 
abolished. 

W.  M.  Long  is  appointed  commercial  agent  of  the  Illinois 
Terminal  Railroad  Company,  at  Wood  River,  111. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Activities  of  the  Traffic  Club  of  Newark,  N.  J.,  were  resumed 
September  12,  when  its  first  fall  meeting  was  held  at  the  Robert 
Treat  Hotel.  Besides  Mayor  Alexander  Archibald,  of  Nawark, 
the  speakers  included  William  J.  Brennan,  director  of  public 
safety,  who  spoke  on  "Traffic  on  Newark's  Streets  and  How  it  is 
Controlled,"  and  Captain  James  A.  McRell,  who  spoke  on  "The 
Parking  Ordinance:  Its  Effect." 


The  Pittsburgh  Unit  of  the  Traffic  Group  of  the  National  Re- 
tail Dry  Goods  Association  held  its  first  fall  meeting  and  dinner 
at  the  General  Forbes  Hotel,  September  14.  Reports  of  com- 
mittees were  considered  and  plans  laid  for  sending  a  delegation 
to  the  fall  meeting  of  the  national  group,  which  will  be  held 
in  Washington,  October  6  and  7. 


McGEHEE    FOR    COMMISSIONER 

The   Traffic    World    Washington   Bureau 

A.  J.  McGehee,  secretary  of  the  Southern  Interior  Traffic  As- 
sociation, of  Jacksonville,  Tenn.,  is  a  candidate  for  appointment 
as  a  member  of  the  Commission  in  the  event  either  Commissioner 
Hall  or  Commissioner  Aitchison,  whose  terms  expire  at  the  end 
of  this  year,  are  not  reappointed.  Mr.  McGehee  was  mentioned 
as  a  candidate  when  the  vacancies  on  the  Commission  existed  last 
spring.  The  Intermediate  Rate  Association  is  said  to  be  backing 
the  candidacy  of  Mr.  McGehee,  who  is  an  advocate  of  the  rigid 
application  of  the  long-and-short-haul  rule  of  the  fourth  section. 
As  far  as  is  known  in  Washington,  however,  the  Spokane  coun- 
try will  look  with  favor  on  the  reappointment  of  Commissioner 
Aitchison. 


COMMISSION  APPOINTEES 

The  Traffic  Club  of  Chicago,  at  a  meeting  September  16, 
unanimously  adopted  the  following  resolution  with  reference  to 
the  appointment  of  members  of  the  Interstate  Commerce  Com- 
mission: 

Whereas.  President  Harding,  by  the  first  day  of  January  next,  will 


556 


THE    TRAFFIC    WORLD 


Vol.  XXVIII.  No.  12 


haw  appointed  not  less  than  seven  members — a  majority — of  the 
Interstate  Commerce  Commission;  and, 

Whereas,  It  would  seem  that  the  appointing:  power  does  not  always 
'appreciate  the  function  that  his  appointees  to  this  body  must  dis- 
>ol«arge,  and,  therefore,  the  training  and  knowledge  that  they  must 
Ihave  along  special  lines;  therefore,  be  it 

Resolved,  By  the  Traffic  Club  of  Chicago,  composed  of  over  one 
thousand  members,  representing  both  the  transportation  lines  and 
the  shippers  who  use  them,  and,  from  the  very  nature  of  their  employ- 
ment, being  especially  competent  to  pass  on  the  question  here  in- 
volved, that  the  President  of  the  United  States  be  petitioned,  not  in 
the  interest  of  this  or  that  individual  or  locality,  hut  to  the  end  that 
he  give  consideration,  in  making  future  appointments  to  the  Inter- 
state Commerce  Commission,  to  the  importance  of  a  place  on  this 
body  which,  to  a  large  extent,  holds  in  its  hands  the  destinies  of  our 
(••ailroads  and  the  prosperity  of  the  country,  in  order  that  men,  not 
•only  of  good  character  and  ability,  but  of  special  knowledge  and  train- 
ing that  adapt  them  for  this  particular  work,  be  chosen  to  serve:  he  it 

Resolved,  That  a  copy  of  these  resolutions  be  sent  to  the  Presi- 
dent of  the  United  States  and  to  every  traffic  club  in  the  country, 
with  the  suggestion  that  the  latter  join  us  in  our  petition. 


CHICAGO  &  ALTON  CONFERENCE 

A  joint  conference  of  freight  and  passenger  representatives 
of  the  Chicago  and  Alton  Railroad  was  held  at  Chicago  Septem- 
ber 12,  attended  by  officers  of  the  traffic  department  from  all 
parts  of  the  country — San  Francisco,  New  York,  New  Orleans, 
Minneapolis,  and  intermediate  points  at  which  traffic  offices  are 
located.  There  was  an  attendance  of  about  fifty,  with  S.  O. 
Luti,  vice-president  in  charge  of  traffic,  presiding.  'After  the 
joint  conference,  at  which  were  considered  subjects  of  interest 
to  both  freight  and  passenger  representatives,  separate  meetings 
were  held  oy  the  freight  traffic  manager,  J.  F.  Vosburgh,  and  the 
passenger  traffic  manager,  George  J.  Charlton,  with  their  sub- 
ordinate officers.  Among  the  more  important  subjects  considered 
were  service,  settlement  of  claims,  interchange  with  connect- 
ing lines,  more  intensive  solicitation  due  to  competition,  and 
regaining  of  ground  lost  due  to  industrial  conditions. 

On  Tuesday  morning  the  entire  party  left  on  an  inspection 
trip  over  the  railroad,  arranged  to  give  the  members  a  daylight 
ride  over  the  line  to  enable  them  to  visit  the  terminals  at  Chi- 
cago (where  extensive  improvements  are  under  way,  including 
a  new  freight  station  and  general  office  building)  Springfield, 
East  St.  Louis,  Kansas  City,  and  Peoria.  The  Chicago  &  Alton 
has  recently  reopened  its  traffic  agency  at  San  Francisco,  and 
now  has  representation  in  practically  all  the  important  com- 
mercial centers. 


SHORT  LINE  CLAIM  SECTION 


y 


The    Traffic    World    Washington   Bureau 


Director-General  Davis,  of  the  Railroad  Administration,  has 
advised  the  American  Short  Line  Railroad  Association  that  he 
has  organized  a  "Short  Line  Section"  in  the  administration  to 
receive  and  consider  the  claims  of  short  line  railroads  for  the 
six  months  ending  June  30,  1918. 

Bird  M.  Robinson,  president  of  the  association,  submitted 
to  the  President  recently  a  memorandum  setting  forth  the  posi- 
tion of  the  short  lines  and  requesting  that  the  President  con- 
sider the  claims  of  short  lines  for  the  six  months  ending  June 
30,  1918,  during  which  period  the  Interstate  Commerce  Com- 
mission held  the  short  lines  were  under  federal  control,  and 
make  a  fair  and  equitable  settlement  with  them  for  that  period. 

President  Harding  referred  the  matter  to  Director-General 
Davis,  who  has  written  to  Mr.  Robinson  as  follows: 

Referring  to  your  communication  of  July  22nd.  addressed  to  the 
President,  in  the  matter  of  the  claims  of  what  are  known  as  the 
Short  Line  Railroads  against  the  United  States  Railroad  Administra- 
tion, for  the  six  months  ending  June  80th,  1918,  the  President  has  in- 
structed me  to  receive  and  consider  the  claims  of  these  roads,  and. 
with  that  end  in  view,  a  Short  Line  Section  has  heen  created  in  the 
United  States  Railroad  Administration,  for  the  purpose  of  receiving 
and  considering  these  claims. 

I  will  be  very  glad  in  this  matter  to  have  the  co-operation  of 
your  Association  in  advising  the  Short  Lines  as  to  the  form  in  which 
the  claims  should  be  presented,  as  you  and  your  associates  are  fa- 
miliar with  railroad  accounting. 

As  at  present  advised,  the  Administration  will  not  expect  to  con- 
sider any  claim  for  compensation  by  any  Short  Line  under  Federal 
control  that  did  not  have  a  railroad  operating  income  during  the  test 
period.  In  addition,  certain  Short  Line  Roads  have  entered  into  what 
is  known  as  the  short  line  form  of  contract,  by  the  terms  of  which 
all  claims  and  rights  which  the  contracting  carrier  had,  or  may  have, 
against  the  United  States,  the  President,  or  the  Director-General, 
are  specifically  waived.  Unless  the  proper  court  shall  decide  that 
there  is  a  liability  on  the  part  of  the  Administration,  notwithstand- 
ing this  contract,  the  claims  of  roads  which  have  entered  into  con- 
tracts of  the  character  above  described  will  not  he  considered. 

I  am  very  anxious  that  each  road,  in  presenting  its  claim,  shall 
make  a.  detailed  statement  as  to  whether  or  not  there  are  outstand- 
ing claims  in  favor  of  third  persons  (whether  in  litigation  or  not), 
arising  out  of  the  operation  of  the  road  during  the  six  months'  period 
ending  June  30th,  1918. 

I  will  be  obliged  if  you  will  advise  the  members  of  your  Asso- 
ciation of  this  attitude  of  the  Administration. 


CENTRAL    VERMONT    BONDS 

The  Central  Vermont  Railway  Company  has  been  author- 
ized by  the  Commission  to  procure  authentication  and  delivery 
to  applicant's  treasurer  of  $147,000  of  refunding  mortgage  5 
PIT  cent  gold  bonds,  to  be  held  in  the  company's  treasurey  sub- 
ject to  the  further  order  of  the  Commission.  The  Commission 
said  the  record  was  insufficient  to  grant  authority  for  the  sale 
or  pledging  of  the  bonds. 


Loss  and  Damage  Decisions 

Ca$es  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR  INJURY  TO  GOODS 

Director-General  Proper  Party  Defendant  in  Suit  for  Loss  or 
Injury  to  Shipments  Moving  During  Federal  Control! 
(Supreme  Judicial  Court  of  Massachusetts,  Suffolk.)  Under 
federal  control  act  March  21,  1918,  p.  10  (U.  S.  Comp.  St.  1918, 
U.  S.  Comp.  St.  Ann.  Supp.  1616,  p.  3ll5%j),  providing  that 
carriers  under  federal  control  shall  be  subject  to  all  laws  and 
liabilities  as  common  carriers,  except  so  far  as  may  be  incon- 
sistent with  that  or  ahy  other  act  or  with  any  "orders  of  the 
President,"  and  that  actions  might  be  brought  against  such  car- 
riers as  provided  by  law,  and  section  8  (section  Sll5%h)  author- 
izing the  President  to  execute  the  powers  thereby  granted 
through  such  agency  as  he  might  determine,  and  the  presidential 
proclamations  of  December  26,  191?,  ahd  March  29,  1918,  General 
Orders  Nos  BO  ahd  50a  of  the  Director-General  of  Railroads, 
requiring  actions  to  be  brought  against  the  Director-General, 
were  "orders  of  the  President,'1  and  were  valid  and  made  the 
Director-General-  the  proper  defendant. — Nominsky  vs.  New  York, 
N.  H.  &  H.  R.  Co.,  132  N.  E.  Kept.  30. 

TRANSMISSION   OF   MONEY   BY  TELEGRAPH 
Party  Transmitting  Money  Not  Bound  by  Limitation  of  Liability 
Unless  He  Had   Knowledge  of  Clause  in   Receipt  or  the  Cir- 
cumstances Charged   Him  with   Notice  Thereof: 
(Supreme  Court,  Special  Term,  Erie  County.)     In  an  action 
against  a  telegraph  company  to  recover  money  sent  by  plaintiff 
to  his  wife  abroad,  which  was  not  delivered  to  the  wife,  whether 
the  contract  claimed  by  plaintiff,  that  defendant  telegraph  com- 
pany, through  its  agent,  guaranteed  delivery  of  the  money,  was 
in  fact  made,  held  a  question  for  the  jury  under  the  evidence. — 
Sturner  vs.  Western  Union  Telegraph  Co.,  189  New  York  Sup- 
plement 537. 

Where  plaintiff,  who  could  not  read  or  write,  requested  de- 
fendant telegraph  company  to  transmit  money  to  his  wife  abroad, 
asking  if  they  would  guarantee  delivery,  and  was  told  by  the 
agent  that  the  company  would  guarantee  return  of  the  principal 
amount,  though  not  the  charges,  in  case  of  failure  to  deliver, 
plaintiff  is  not  bound  by  conditions  printed  on  the  receipt  limit- 
ing liability  of  the  company  to  its  own  lines,  and  exonerating  it 
beyond  them,  unless  he  knew  of  such  clause,  or  the  circum- 
stances charged  him  with  notice  thereof. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 


(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF  COMMON   CARRIERS 


Court  Without  Jurisdiction  of  Suit  to  Enjoin  Enforcement  of  Rule 
Contained  in  Schedules  on  File  Affecting  Passenger  Rates: 
(Supreme  Court  of  Michigan.)  Under  railroad  commission 
act,  p.  10,  requiring  carriers  to  file  schedules  of  freight  and 
passenger  rates  stating  any  rules  or  regulations  affecting  the 
rates  and  prohibiting  changes  except  on  notice  to  the  railroad 
commission  and  the  filing  of  new  schedules,  section  25,  making 
rates  fixed  by  the  commission  prima  facie  lawful  and  reasonable, 
section  26,  authorizing  actions  to  vacate  orders  for  the  commis- 
sion, and  Public  Acts  1919,  No.  419,  p.  8,  providing  for  complaints 
to  the  Public  Utilities  Commission,  the  circuit  court  had  no 
jurisdiction  of  a  suit  to  enjoin  a  carrier  from  enforcing  a  rule 
contained  in  its  schedules  on  file  denying  through  passengers  the 
benefit  of  local  rates  on  the  ground  that  such  rule  violated 
Pub.  Acts  1919,  No.  382,  since,  when  complaint  is  made  of  a 
rate  fixed  in  the  tariff  schedule,  relief  must  be  sought  through 
the  Public  Utilities  Commission  in  the  first  instance,  though  the 
court  has  jurisdiction  of  a  claim  that  the  carrier  has  exceeded 
the  rate  fixed  in  the  schedule.— Detroit  United  Ry.  Co.  vs.  Covert, 
Circuit  Judge,  183  N.  W.  Rept.  938. 


SHIPPING   BOARD  CLAIMS 

The  claims  commission  of  the  Shipping  Board,  which  will 
pass  on  several  hundred  million  dollars'  worth  of  claims  against 
the  board,  began  to  function  this  week.  It  adopted  rules  of 
procedure  "to  provide  for  a  prompt,  orderly  and  fair  disposition 
of  the  large  number  of  claims  now  pending,  and  il  is  planned 
to  begin  the  hearing  of  such  claims  as  are  now  ready  for  sub- 
mission about  September  15."  Copies  of  the  rules  may  be  ob- 
tained on  application  ot  O.  P.  M.  Brown,  secretary. 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Digests  taken  from  Reporters  and    Digeiti  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Shipper  May  Recover  Prepaid  Freight,  Where  Goods  Do  Not 
Arrive,  Regardless  of  Fraud  in  Inducing  Contract  and  Pre- 
payment: 

(Supreme  Court,  Appellate  Division,  First  Department.)  In 
the  absence  of  a  contrary  agreement,  freight  paid  must  be  re- 
litrned  to  shipper  if  goods  do  not  arrive,  and  a  stipulation  that 
die  freight  should  not  be  so  repaid  would  ordinarily  not  apply, 
where  (he  uoodtt  were  not  shipped,  and  it  is  not  material  whether 
the  carrieiK  were  guilty  of  fraud  In  inducing  the  contract  and 
iu-e|ia>  ment. — Charles  E.  Mclnnes  &  Co.,  Inc.,  vs.  Equitable  Trust 
Co.  of  New  York,  189  New  York  Supp.  518-19. 
Prepaid  Freight  Recoverable,  If  Goods  Are  Not  Carried: 

Where  a  carrier  contracted  to  carry  goods  on  a  vessel,  re- 
quiring freight  to  be  prepaid  to  a  party  whom  the  carrier  owed, 
and  I  hi'  diTendant  took  the  freight  money,  charged  with  knowl- 
edge of  all  the  obligations,  and  the  goods  were  not  shipped,  the 
shipper  could  recover  from  defendant.— Ibid. 
Contract  Construed  as   Making   Parties  Operating  Agents  of  De- 
fendant,  so    as   to    Charge    Defendant   with    Knowledge    and 
Require  Repayment  of  Freight: 

Where  a  contract  between  defendant  and  the  parties  oper- 
ating a  boat  required  that  freight  moneys  should  be  paid  to  de- 
fendant, this  made  the  operating  parties  the  agents  of  defendant 
to  the  extent,  at  least,  that  it  charged  defendant  with  knowledge 
that  the  moneys  were  freight  moneys  and  were  subject  to  re- 
payment in  case  the  voyage  was  not  made. — Ibid. 
Oral  Contract  to  Charter  Not  Enforced,  Where  Libelant  Intro- 
duced Variance  Into  Form  Agreed  on: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  An  oral  agree- 
ment to  charter  a  vessel  will  not  be  enforced,  where  libelant  intro- 
iluceil  into  the  form  of  the  charter  agreed  on  a  new  provision 
not  covered  by  the  oral  agreement,  and  did  not  waive  such  pro- 
vision, but  sought  to  enforce  the  oral  contract  as  if  it  contained 
that  provision. — Lutz  vs.  Douglass  et  al.,  273  Fed.  Kept.  685. 
Evidence  Held  Not  to  Show  Sinking  of  Vessel  Was  Due  to  Un- 
usual Weather: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Evidence  that 
a  barge  of  coal  sank  while  the  tug  in  charge  was  deviating  to 
a  port  of  refuge,  because  of  a  predicted  storm,  but  that  at  the 
lime  the  wind  in  the  vicinity  was  blowing  not  to  exceed  22 
miles  an  hour,  and  that  the  master  and  crew  of  the  barge  were 
performing  their  routine  duties  without  any  indication  of  appre- 
hension until  shortly  before  it  sank,  held  not  to  show  the  sink- 
ing was  due  to  unusual  weather,  so  as  to  be  within  the  exception 
in  the  bill  of  lading  of  dangers  of  the  sea. — H.  N.  Hartwell  & 
Sons,  Inc.,  vs.  Neptune  Line,  Inc.,  273  Fed.  Kept.  687. 


REPARATION  CLAIMS 

John  F.  Finerty,  assistant  general  counsel  of  the  U.  S.  Rail- 
road Administration,  recently  prepared  for  Senator  Cummins, 
chairman  of  the  committee  on  interstate  commerce  of  the  Senate, 
a  memorandum  setting  forth  the  position  of  the  Director-General 
on  certain  reparation  awards  issued  by  the  Interstate  Commerce 
Commission.  The  Traffic  World  published  it  in  its  issue  of 
July  30,  1921.  The  National  Industrial  Traffic  League,  in  a  cir- 
cular to  members,  sets  forth  the  following  views  of  its  counsel 
Luther  M.  Walter,  on  Mr.  Finerty's  memorandum: 

The  Director-General  has  Issued  a  memorandum  setting  forth 
his  position  with  respect  to  awards  of  reparation  issued  by  the 
Interstate  Commerce  Commission  on  account  of  unreasonable  rates. 

In  it  he  states  the  awards  that  he  has  declined  and  the  reasons 
therefor,  with  the  basis  upon  which  he  expects  to  handle  future 
awards  of  reparation.  He  also  states  the  reason  for  his  refusal 
to  apply  the  principles  enunciated  in  Southern  Pacific  vs.  Darnell- 
Taenzer  Lumber  Co.,  245  U.  S.,  531;  65  L.  ed.,  451,  to  awards  issued 
a^.-nnst  tbe  Director-General. 

Tin'  Director-General  refuses  to  accept  the  principles  of  the 
Darncll-Taenzer  case  as  applicable  to  him  for  the  following  rea- 
sons: 

(a)  He    repeatedly    states    that    the    Commission     in    its    annual 
reports  to  Congress  has  condemned  the  policy  of  the  present  statutes 
in    regard    to    reparation    as    interpreted    in    the    Darnell-Taenzer    case. 

(b)  He    states    that    the    conclusion    of    the    Supreme    Court    to 
the   effect    that   the   presumption    of   damage    resulting   from    the    pay- 
ment of  an  unreasonable  rate  is  not  rebutted  by  proof  that  the  excess 
rate   was   passed    on.    resulted   from    two   errors   of   law,    alleging   first. 
that    the    Supreme    Court    erred    in    stating    that    the    carriers    should 
not    be    allowed    to    retain    the    illegal    profit    resulting    from    the   col- 
lection  of   the    unreasonable    rate,    and    second,    that   the   statement   of 
the    court    regarding    the    difficulty    of    following    commercial    trans- 
actions  to  determine   \vhetinr  or  not   the  damage  was  in   fact  passed 
on    is   not   a.   valid    objection    to   .1    defense    which    shows    affirmatively 
(hat    surh    damage    has    In  en    passed    on. 

lie  niso  ;< itues  that  the  Darnell-Taenzer  decision,  in  holding 
that  the  presumption  of  damage  is  not  rebuttable  froni  a  showing 
that  the  excessive  rate  was  passed  on,  is  in  conflict  with  the 
Meeker  decision,  236  U.  S.,  412;  59  L.  ed.,  644,  which  sustained  the 
constitutionality  of  Section  16  of  the  Interstate  Commerce  Act  on 


the  Kriimid  that  the  prlin.-t  facie  effect  of  (he  Coiiiiiiliisloirif  finding 
of  damage  In  rtbuttabli 

The  Director-General  finally  Inked  the  position  (and  thin  me. 
spectlve  of  how  the  principle*  of  law  enunciated  In  th<:  Darnell- 
Taenzer  case  .should  be  applied  to  the  corporate  cm  Her*)  that  mirli 
nimciple*  cannot  be  extended  to  apply  to  the  Director-General  be- 
cause, first,  the  I  >.i  i  n.  ll-Tacnzcr  cane  wan  decided  before  Federal 
control  and  has  specific  application  only  to  corporate  carriers; 
second,  damages  under  the  principle  of  the  DanMU-Taanwr  caw 
art  not  In  fact  damages  but  are  penalties  which  cannot  he  enforced 
against  the  Director-General,  and  third,  the  Director-General  dof.s 
not  iee]  that  lie  In  bound  to  accept  the  principles  of  the  cane  btcminc 
the  policy  of  the  statute  there  construed  has  been  condemned  by 
the  Commission. 

Hrlefly    answering    them,    contentions: 

The  Commission  In  recent  annual  reports  to  Congress  has  recom- 
mended that  the  law  be  changed  so  that  the  power  to  award  repa- 
ration be  placed  wholly  In  the  courts,  and  that  where  a  rate  Is  found 
unreasonable  the  rule  In  the  International  Coal  case,  230  U.  S.,  184; 
57  L.  ed.,  1446,  should  control. 

We  submit  that  this  in  no  respect  would  change  the  nature 
of  the  proof  required  to  establish  damage,  nor  would  It  permit  the 
carriers  to  make  a  defense  to  a  suit  for  reparation  different  from 
what  they  may  now. 

Sections  8,  9  and  16  of  the  Interstate  Commerce  Act  deal  with 
damages  and  reparation  therefor.  Section  8  provides  that  where 
a  carrier  violates  the  Act  It  "shall  be  liable  to  the  person  or  per- 
sons Injured  thereby  for  the  full  amount  of  damages  sustained  In 
consequence  of  such  violation."  Section  9  gives  the  shipper  the 
option  of  suing  in  court  or  before  the  Commission,  and  Section  16 
gives  the  Commission  power  to  Issue  reparation  orders,  which  may 
be  enforced  in  the  courts. 

Note  that  in  no  section  of  the  act  Is  a  distinction  made  be- 
tween damages  occasioned  by  the  exaction  of  an  unreasonable  rate 
in  violation  of  Section  1.  and  damages  occasioned  by  the  mainte- 
nance of  an  unduly  discriminatory  or  prejudicial  rate  adjustment  in 
violation  of  Sections  2  and  3. 

If  an  act  bo  passed  making  the  rule  in  the  International  Coal 
case  (which  involved  damages  claimed  on  account  of  an  unduly 
discriminatory  rebate  given  a  competitor)  apply  to  suits  for  dam- 
ages resulting  from  the  exaction  of  an  unreasonable  rate,  there 
would  be  no  change  in  the  nature  of  the  proof  necessary  to  estab- 
lish damages,  nor  in  the  nature  of  the  proof  admissible  an  a  matter 
of  defense.  In  either  case  the  proof  must  be  that  the  shipper  was 
injured  in  a  certain  definite  amount.  In  the  International  Coal 
case,  however,  the  shipper  made  no  proof  whatever,  the  court  say- 
ing at  page  203  of  230  II.  S.: 

"There  was  no  proof  of  injury — no  proof  of  decrease  in  business, 
loss  of  profits,  expense  incurred,  or  damage  of  any  sort  suffered." 

In  that  case  the  court  held  that  it  was  an  error  to  refuse  to  in- 
struct the  jury  that  "to  entitle  the  plaintiff  to  recover,  the  Jury  must 
be  satisfied  that  it  sustained  Feme  loss  or  injury  due  to  the  fact  that 
the  defendant  was  carrying  at  the  same  time,  at  lower  rates,  coal 
shipped  by  other  shippers." 

If  the  law  be  changed,  as  the  Commission  suggests,  to  apply  this 
rule  of  the  International  Coal  case  to  suits  where  damages  were 
claimed  on  account  of  the  exaction  of  an  unreasonable  rate,  so  as 
to  provide  that  "no  person  is  entitled  to  reparation  except  to  the 
extent  that  he  has  suffered  damage"  (Thirty-fourth  Annual  Reports, 
Interstate  Commerce  Commission,  page  78),  the  change  so  far  as 
unreasonable  rates  are  concerned  would  be  in  words  only  and  not 
in  substance.  The  law  as  respects  reparation  claimed  on  account 
of  an  unreasonable  rate  was  construed  in  the  Darnell-Taenzer 
case,  and  there  the  court  likewise  held  that  to  recover  reparation 
the  shipper  must  prove  he  has  suffered  actual  damage. 

The  court  there  further  discussed  what  constitutes  such  proof 
and  held  that  it  was  sufficient  to  show  the  payment  of  the  exces- 
sive rate  as  the  price  of  transportation,  and  that  such  payment 
having  been  shown,  it  was  immaterial  as  to  whether  or  not  the 
shipper  made  a  profit  on  the  article  transported  and  to  that  extent 
passed  the  freight  charges  on  to  the  consumer. 

The  holding  in  the  Darnell-Taenzer  case  is  squarely  that  a 
shipper  who  paid  an  unreasonable  rate  was  damaged  thereby  to 
the  extent  the  unreasonable  rate  exceeded  a  rate  subsequently  found 
reasonable.  This  is  construing  the  present  statute  to  mean  just 
what  the  Commission  says  it  should  mean,  i.  e.,  that  no  person  is 
entitled  to  reparation  except  to  the  extent  that  he  has  suffered 
damage. 

All  through  his  memorandum  the  Director-General  takes  the 
attitude  that  the  Commission  has  condemned  the  doctrine  of  the 
Darnell-Taenzer  case  and  has  recommended  to  Congress  that  the 
law  be  modified  in  a  substantial  way.  We  do  not  understand  that 
such  is  the  position  of  the  Commission  or  that,  if  Congress  had 
accepted  the  Commission's  suggestion,  the  law  would  be  substan- 
tially different  from  what  it  is  today,  except  the  court  instead  of 
the  Commission  would  be  required  to  make  the  award  of  repara- 
tion. 

However,  admitting  for  the  sake  of  argument  that  the  Director- 
General  has  correctly  stated  the  position  of  the  Commission  and 
that  the  Commission's  suggestions,  if  followed  by  the  enactment 
of  a  new  statute,  would  change  the  law  as  to  the  proof  required 
in  reparation  proceedings,  nevertheless,  in  so  far  as  the  present 
controversy  as  to  whether  or  not  the  Director-General  should  pay- 
awards  of  .reparation  made  by  the  Commission  is  concerned,  that 
is  immaterial.  In  issuing  its  report  to  Congress  the  Commission 
was  not  endeavoring  to  interpret  the  law  as  it  is  but  was  only 
stating  to  Congress  what  law,  in  its  opinion,  should  be  enacted 
for  the  future.  Because  the  Commission  thought  that  the  law 
should  be  changed  and  should  be  otherwise,  does  not  mean  that 
the  law  actually  was  otherwise,  and  does  not  support  the  position 
taken  by  the  Director-General  that  the  law  does  not  apply. 

Nor  was  the  Supreme  Court  in  error  in  stating  that  the  carrier 
could  not  lawfully  be  permitted  to  retain  its  illegal  profit.  It  is 
true  that  under  Section  6  of  the  Act  the  carrier  must  collect  In 
full  every  published  rate  whether  reasonable  or  unreasonable.  There 
is  no  provision  of  law,  however,  which  holds  that  a  portion  of  the 
rate  shall  not  be  repaid  to  the  shipper  by  way  of  damages  upon 
the  showing  that  the  rate  when  collected  was  unreasonable.  In 
fact,  the  law  is  exactly  otherwise,  being  that  where  a  shipper  has 
shown  a  rate  paid  to  be  unjust  and  unreasonable  the  Commission 
shall  direct  the  carrier  to  pay  to  the. Shipper  by  way  of  damages 
the  unreasonable  portion  of  the  rate. 

There  Is  a  clear  distinction  between  an  unduly  prejudicial  rate  or 
unduly  discriminatory  rate  adjustment  which  violates  Section  3  of  the 
Act  and  an  unreasonable  rate  which  In  and  of  Itself  violates  Section 
1  of  the  Act.  A  finding  by  the  Commission  that  a  rate  adjust- 
ment was  unduly  disci iminatory  or  unduly  prejudicial  Is  In  no 
sense  a  finding  that  the  carrier  collected  too  much  money.  In  fact. 
where  the  finding  of  undue  discrimination  or  undue  prejudice  stands 
alone  without  a  contemporaneous  finding  that  the  rate  is  unjust 
and  unreasonable,  the  finding  Is  not  that  the  rate  collected  was 
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too  high,  but  rather  that  the  unduly  preferential  rate  was  too  low. 
In  such  a  case  the  carrier  has  not  collected  from  the  complain- 
ant too  much  money  but  has  rather  given  to  the  complainant's  com- 
petitors transportation  services  for  too  little  money.  The  damages 
there,  as  the  Supreme  Court  said  in  the  International  Coal  case,  are 
not  necessarily  to  be  measured  by  the  difference  in  rates,  since 
there  is  no  showing  or  finding  that  the  carrier  has  collected  too 
much  money  from  any  shipper. 

It  is  otherwise  where  there  is  a  finding  that  the  rate  was 
unjust  and  unreasonable  in  violation  of  Section  1.  There  the  Com- 
mission in  effect  says  that  from  the  particular  shipper  who  com- 
plains the  carriers  should  not  have  collected  the  rate  charged,  but 
rather  should  have  collected  some  lower  late.  The  unlawfulness 
in  such  a  case  is  occasioned  solely  by  the  fact  that  the  carrier 
collected  too  much  money  for  the  services  rendered.  The  Commis- 
sion having  found  that  the  carrier  collected  too  much  money,  it  fol- 
lows that  it  is  unlawful  for  the  carrier  to  retain  the  unreasonable 
amount. 

This  distinction  was  clearly  pointed  out  by  the  court  in  the 
Darnell-Taenzer  case,  where  on  page  534  of  245  U.  S.  it  is  said: 

"The  cases  like  Pennsylvania  R.  Co.  vs.  International  Coal  Min- 
ing Co.,  230  U.  S.,  184,  57  L.  ed.,  14-16,  33  Sup.  Ct.  Rep.  893,  Ann.  Cas. 
1915-A,  315,  where  a  party  that  has  paid  only  the  reasonable  rate 
sues  upon  a  discrimination  because  some  other  has  paid  less,  are 
not  like  the  present.  There  the  damage  depends  upon  remoter  con- 
siderations. But  here  the  plaintiffs  have  paid  cash  out  of  pocket  that 
should  not  have  been  required  of  them  and  there  is  no  question  as 
to  the  amount  of  the  proximate  loss." 

After  all,  although  the  Darnell-Taenzer  case  refers  to  the  un- 
lawfulness of  retaining  the-  illegal  profit  and  although  we  usually 
consider  reparation  as  the  refunding  of  a  portion  of  the  rate  paid, 
in  reality  it  is  the  payment  of  damages  which  are  measured  by  the 
difference  between  the  rate  paid  and  the  rate  subsequently  found 
reasonable. 

It  is  not  improper  that  damages  should  so  be  measured.  In 
Pennsylvania  R.  Co.  vs.  Olivit  Bros.,  243  U.  S.,  574;  61  L,.  ed.  908, 
which  was  a  suit  on  a  claim  for  loss,  the  carrier  urged  that  the 
damages  awarded  by  the  court  could  not  properly  include  the  freight 
rate  paid  on  the  ground  that  the  law  compelled  the  collection  and 
retention  by  the  carrier  of  all  published  tariff  charges.  The  court 
held,  however  that  such  freight  charges  constitute  a  part  of  the 
damages  sustained  and  as  such  were  properly  included  in  the  re- 
covery. 

While  in  a  sense  the  collection  of  an  unreasonable  rate  is  a 
public  wrong,  it  is  also  a  private  wrong  since  the  money  was  paid 
to  the  carrier  by  an  individual.  For  a  private  wrong  there  should 
be  compensatory  damages  paid  to  the  individual  who  paid-  to  the 
carrier  the  excessive  freight  charge.  This  was  recognized  by  the 
Supreme  Court  in  Spiller  vs.  Atchison,  T.  &  S.  F.  R.  Co.,  253  U.  S., 
117;  63  L.  ed.,  810,  where  the  court  said: 

"The  provisions  of  the  act  giving  redress,  compensatory  in  its 
nature,  to  persons  sustaining  p-ecuniary  injury  through  the  violation 
of  public  duty  by  the  carrier,  must  receive  a  reasonably  liberal, 
and  not  a  narrow,  interpretation." 

.  Furthermore,  the  Supreme  Court  in  the  Darnell-Taenzer  case 
was  correct  in  holding  that  these  damages  should  go  to  the  shipper 
who  paid  the  charges,  since  it  is  true  that,  as  a  practical  matter, 
it  is  impossible  to  follow  commercial  transactions  through  their 
various  steps  to  determine  whether  the  damage  was  in  fact  passed 
on.  The  Director-General  in  his  memorandum  cites  one  and  only 
one  instance  in  which  he  asserts  it  can  be  shown  that  damages 
were  passed  on.  That  is  the  case  of  the  dealer  in  fuel  whose  selling 
price  was  fixed  by  the  Fuel  Administration  upon  the  basis  of  the 
existing  freight  rate.  The  real  position  taken  by  the  Director- 
General,  However,  goes  far  beyond  that  situation  and  is  that  where 
a  shipper  made  a  profit  on  goods  sold  including  the  freight  charges 
as  part  of  his  cost,  he  should  not  be  permitted  to  recover  repara- 
tion because  he  paid  an  unreasonable  rate. 

It  is  common  knowledge  that  most  commodities  are  sold  at 
prices  governed  chiefly  by  competition  with  other  manufacturers, 
and  not  at  a  definite  price  dependent  only  upon  a  fixed  freight 
rate.  In  such  a  case,  while  it  may  be  true  that  the  shipper  made  a 
profit  on  the  article  transported  and  in  that  sense  passed  on  the 
freight  rate  to  the  consumer,  nevertheless  if  the  freight  rate  had 
been  less  the  profit  to  the  shipper  would  have  been  greater.  As 
a  matter  of  right,  the  shipper  is  entitled  to  make  the  profit  he 
would  have  made  if  the  freight  rate  had  been  reasonable.  The  loss 
'of  profit  occasioned  by  the  exaction  of  an  unreasonable  rate  is  ac- 
curately measured  by  the  difference  between  the  rate  paid  and  the 
rate  found  to  have  been  reasonable.  Loss  of  profit  is  one  element 
of  damage  which  the  Supreme  Court  in  the  International  Coal  case 
specifically  commented  upon. 

As  a  matter  of  fact,  it  is  ordinarily  impossible  to  say  that  on  a 
single  transaction  a  profit  was  or  was  not  made  or  that  the  freight 
rate  on  a  particular  transaction  was  or  was  not  passed  on  to  the 
consumer. 

The  position  of  the  Director-General  in  reality  is  that  whenever  it 
can  be  shown  that  a  shipper  made  a  profit  on  his  entire  business, 
then,  on  the  theory  that  the  entire  freight  charges  were  passed  on  to 
the  consumer,  no  awards  of  reparation  should  be  made  to  that  ship- 
per. Even  if  the  business  as  a  whole  resulted  in  a  profit,  such  evi- 
dence would  not  support  the  defense  to  a  claim  for  reparation  that 
the  freight  charges  were  passed  on,  since  it  in  no  respect  is  a 
showing  that  the  freight  rate  on  the  one  particular  shipment  In- 
volved was  passed  on  to  the  consumer". 

The  Commission  has  many  times  pointed  out  the  difficulty  of 
trying  to  follow  the  freight  charges  beyond  the  shipper  who  paid 
them  as  the  price  of  transportation.  In  Kindelon  vs.  Southern  Pa- 
cific Co.,  17  I.  C.  C.,  251,  254,  the  Commission  in  considering  this 
question  said: 

The  shipper  who  has  been  charged  an  unlawful  -rate,  and  who 
is  the  owner  of  goods  transported,  is  entitled  to  repayment  without 
the  imposition  of  the  impossible  task  upon  the  Commission  of  ascer- 
taining the  ultimate  profits  accruing  from  the  business  of  the 
shipper." 

On  the  same  point  in  Burgess  vs.  Transcontinental  Freight  Bu- 
reau, 13  I.  C.  C.,  668,  680,  the  Commission  said: 

"If  complainants  were  obliged  to  follow  every  transaction  to 
its  ultimate  result,  and  to  trace  out  the  exact  commercial  effect  of 
the  freight  rate  paid,  it  would  never  be  possible  to  show  damages 
with  sufficient  accuracy  to  justify  giving  them." 

In  Ballou  &  Wright  vs.  N.  Y.,  N.  H.  &  H.  R.  R.  Co.,  34  I.  C.  C., 
120,  121.  the  Commission  said: 

"The  single  question  contested  is  complainant's  right  to  repa- 
ration, defendants  showing  that  complainant  added  an  arbitrary 
sum  of  $15  to  the  sale  price  of  each  motorcycle  to  cover  freight  and 
local  drayage  charges,  from  which  they  argue  that  complainant  suf- 
fered no  damage  and  therefore  is  not  entitled  to  reparation.  *  *  * 
Carriers  cannot  be  heard  to  say  that  reparation  for  the  exaction 
of  Unreasonable  freight  rates  should  be  denied  because  the  shipper 
or  consignee,  from  whom  the  same  has  been  collected,  has  on  that 
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account   secured    a    higher    price    for    the    commodity    from 
chaser." 

The  case  just  cited  went  to  the  Circuit  Court  of  Appeals,  the 
court  there  sustaining  the  position  of  the  Commission,  N.  Y.,  N.  H. 
&  H.  R.  R.  Co.  vs.  Ballou  &  Wright,  242  Fed.,  862. 

The  Director-General,  in  an  effort  to  maintain  the  proposition 
that  it  is  possible  and  proper  for  him  to  show  that  damases  occa- 
sioned by  paying  an  unreasonable  rate  had  been  passed  on,  is  disre- 
garding not  only  the  decision  of  the  Supreme  Court  in  the  Darnell- 
Taenzer  case,  but  also  that  court's  reafflrmance  of  that  holding 
in  the  Spiller  case.  In  the  latter  case  the  carriers  were  sued  on  a 
reparation  order  issued  in  an  interstate  commerce  proceeding  which 
involved  unreasonable  rates  on  live  stock  .  There  the  carriers  urged, 
Just  as  they  did  in  the  Darnell-Taenzer  case,  and  just  as  the  Director- 
General  does  here,  that  the  payment  of  a  published  rate  Afterwards 
found  to  be  excessive  is  not  evidence  that  the  party  who  paid  the 
freight  rate  was  damaged  thereby.  In  reference  to  that  content'on 
the  court  said  at  page  132  of  253  U.  S.: 

"The  principal  defense  before  the  Commission  was  that  the  PHV- 
inent  of  a  published  rate  afterwards  decided  to  have  been  excessive 
was  not  evidence  that  the  party  who  paid  the  freight  sustained  dam- 
ago  to  the  extent  of  the  excess.  The  circut  court  of  appeals  sus- 
tained this  contention  at  the  first  hearing  (158  C.  A.,  227,  246  Fed., 
1,  23),  but  it  has  since  been  ruled  otherwise  by  this  court  (South- 
ern P.  C.  vs.  Darnell-Taenzer  Lumber  Co.,  24o  V.  S.,  431,  534;  62 
L.  ed.,  451,  455  P.  U.  R.,  1918-B,  598,  38  Sup.  Ct.  Rep.  1S6);  and  in 
view  of  this  upon  the  rehearing  the  circuit  court  of  appeals  withdrew 
this  part  of  its  former  opinion  (161  C.  C.  A.  587,  249  Fed.  677)." 

Nor  is  the  Darnell-Taenzer  case  in  conflict  with  the  principles 
enunciated  in  the  Meeker  case,  236  U.  S.,  412;  59  L.  ed.,  644.  The 
court  in  the  Meeker  case  in  sustaining  the  constitutionality  of  the 
Act  held  that  the  statutory  provision  making  the  findings  and  order 
of  the  Commission  prima  facie  evidence  in  a  court  of  record  of  the 
facts  therein  stated  only  established  a  rebuttable  presumption  and 
neither  abridged  the  right  of  trial  by  a  jury  nor  deprived  the  cur- 
rier of  its  property  without  due  process  of  law. 

In  the  first  place  it  should  be  noted  that  we  are  here  consid- 
ering awards  of  reparation  against  the  Director-General.  As  applied 
to  him,  the  Interstate  Commerce  Act  is  constitutional  whether  or 
not  the  Commission's  findings  are  rebuttable.  since  the  constitutional 
provisions  relied  upon  in  the  Meeker  case  do  apply  to  the  Director- 
General  representing  the  United  States. 

In  the  second  place,  the  Meeker  case  did  not  attempt  to  say 
what  evidence  would  or  would  not  rebut  the  prima  facie  showing 
made  by  the  Commission's  order.  That  the  carrier  has  the  rij;hi 
by  proper  evidence  to  rebut  this  prima  facie  showing,  is  one  distinct 
proposition.  What  constitutes  the  sort  of  evidence  which  will  ac- 
tually rebut  the  prima  facie  showing  is  another  distinct  proposi- 
tion not  touched  upon  by  the  court  in  the  Meeker  case.  This  latter 
point  was  passed  upon  in  the  Darnell-Taenzer  case  and  the  holding 
there  that  the  presumption  of  damage  occasioned  by  the  payment 
of  an  unreasonable  rate  cannot  be  rebutted  by  showing  that  the 
shipper  has  passed  on  the  unreasonable  charges  is  in  no  respect  in 
conflict  with  the  Meeker  case. 

Under  the  principles  enunciated  in  the  Meeker  case  and  the 
Darnell-Taenzer  case  the  Director  General,  if  the  statutss  permit 
him  to  go  into  court  to  defend  a  reparation  order,  has  tin1  same 
privilege  of  rebutting  the  Commission's  finding  that  the  coi  porate 
carriers  have  had  heretofore.  All  that  the  Supreme  Court  said  in 
the  Darnell-Taenzer  case  was  that  such  a  finding  could  not  be  re- 
butted by  showing  that  the  damages  were  passed  on  to  the  con- 
sumer. It  is  still  possible  to  show  to  the  court  that  the  finding  of 
the  Commission  was  without  evidence  to  support  it  or  that  the  shipper 
in  whose  favor  the  award  was  issued  did  not  in  fact  pay  the  charges. 
If  the  Director-General  can  make  either  of  these  showings  the  Com- 
mission's finding  of  damages  is  rebutted  and  the  shipper  cannot 
succeed. 

Finally,  the  position  taken  by  the  Director-General  that  irie- 
spective  of  how  the  law  applies  to  the  carrier  corporations,  it  can- 
not be  said  to  apply  to  the  Director  General,  is  erroneous. 

In  Missouri  Pacific  vs.  Ault  (decided  June  1.  1921).  the  Supreme 
Court  held  that  the  substantive  rights  of  the  public  were  not  changed 
by  the  fact  that  the  Director-General  operated  the  roads  under  Fed- 
eral conrol.  The  court  there  said: 

"The  government  was  to  operate  the  carriers,  but  the  usual 
immunity  of  the  sovereign  from  legal  liability  was  not  to  prevent 
the  enforcement  of  liabilities  ordinarily  incident  to  the  operation  of 
carrers.  *  *  *  The  courts  were  to  go  on  entertaining  suits  and 
entering  judgments  under  existing  law,  but  the  property  in  the  hat.ds 
of  the  President  for  war  purposes  was  not  to  be  disturbed.  With 
that  exception  the  substantial  legal  rights  of  persons  having  deal- 
ings with  the  carriers  were  not  to  be  affected  by  the  change  of 
control." 

It  cannot  be  contended  that  the  Director-Guiieral  is  in  any 
different  position  than  the  corporate  carriers  would  he  as  legards 
liability  for  damages  on  account  of  the  exaction  of  an  unreasonable 
rate.  Federal  control  did  not  change  the  law  that  all  rates  must  be 
just  and  reasonable  and  that  where  an  unreasonable  rate  has  been 
charged  the  shipper  who  paid  the  rate  is  entitled  to  reparation. 
Whatever  rights  the  law  gave  the  shipper  in  his  dealings  with  the 
corporate  carriers  were  retained  against  the  Director-Ganeral.  If 
the  law  as  interpreted  by  the  Supreme  Court  would  obligate  a 
corporate  carrier  to  pay  the  kind  of  reparation  claims  which  the 
Director-General  seeks  to  avoid,  that  law,  without  modification, 
must  be  applied  to  the  Director-General. 

The  Director-General  further  urges  that  under  the  principles  of 
proof  enunciated  in  the  Darnell-Taenzer  case  an  award  of  repara- 
tion becomes  a  penalty  and  that  penalties  cannot  be  enforced  against 
him.  However,  an  award  of  reparation  can  in  no  sense  be  said  to 
be  a  penalty. 

In  the  first  place  the  Director-General  starts  with  an  erroneous 
premise  by  stating  that  under  the  Commission's  construction  of  the 
law,  no  proof  of  damage  is  necessary.  As  a  matter  of  fact,  the 
statute,  the  holding  of  the  court  in  the  Darnell-Taenzer  case,  -ind 
the  subsequent  decisions  of  the  Commission  are  to  the  effect  that 
proof  of  payment  of  an  unreasonable  rate  is  the  proof  of  damage. 
For  damages  so  proven,  reparation  may  be  awarded,  which  is  not 
a  penalty,  but  is  the  same  sort  of  compensation  that  every  person 
is  entitled  to  recover  when  his  private  rights  are  invaded.  Repa- 
ration is  granted  not  to  punish  the  carrier  for  assessing  an  unrea- 
sonable rate,  but  rather  to  place  the  shipper,  and  we  may  say  the 
carrier  or  Director-General  as  well,  in  the  same  position  as  if  a 
reasonable  rate  had  been  charged. 

The  mere  fact  that  the  Supreme  Court  has  stated  that  a  cer- 
tain kind  of  evidence  is  not  a  defense  to  an  action  for  reparation, 
does  not  make  the  reparation  a  penalty.  Whether  or  not  vepa ra- 
tion constitutes  compensatory  damages  or  a  penalty  depends  on 
the  purposes  for  which  it  is  given  and  not  at  all  upon  the  manner 
by  which  the  rirfit  to  it  must  be  proven. 

The  test  is  whether  or  not  the  reparation  is  given  for  a  \oa* 
actually  sustained  and  susceptible  of  measurement,  or  whether  it 
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ivcn  ill  addition  lo  , i>.  n  ition  for  the  Inss  In  order  to  punish 

.•Hid  make  an  example  of  a  wnilui  doer.  The  lest  was  pointed  Out 
li\  tlu  Supreme  Court  in  Monongahclfl  Navigation  Co.  vs.  I'nit.-.l 
Stales.  H\  T.  S..  17  I.,  ed..  ti;:i.  His,  where  it  was  said: 

"Thus  we  speak  of  da  mages  by  way  of  compensation,  or  coin- 
pensaloi\  damages,  as  distinguished  from  punitive  or  cxcmi/larv 
damages,  the  lormer  beiiu:  the  equivalent  for  the  in|in.\  done  anil 
the  latter  Imposed  b\  \va>  of  punishment." 

The     plineiples    of    law     which    eonliolled     the    decision    of    Hie    court 

in  the  l>ai  nell-Taen/.er  case  were  iliere  applied  to  reparation  on 
the  iheor.i  that  it  was  the  equivalent  of  compensation  for  the  Injury, 
the  holding  of  the  court  being  that  the  loss  sustained  by  the  exaction 
«i  an  unreasonable  late  could  only  In1  measured  by  the  difference  oe- 
I  \\een  the  rate  paid  and  the  rate  fount)  reasonable. 

Whether  ie|NU-ation  constitutes  eompensa  lot  >  damages  or  a 
p^nallx  was  directly  pas.ed  upon  b\  ;lie  Su|/rcme  Co-art  in  the  Spiller 
The  earners  theie  llrKed  tli.U  a  claim  for  reparation  was  a 
claim  fur  a  p.n,ill\  and  not.  there],, re,  a  properly  right  assignable 
at  law.  The  Supreme  Court  ruled  otherwise.  sa\ing  at  page  1HS 
Ol  :'...;  I  .  s.: 

"A  claim  for  damages  sustained  through  the  exaction  of  un- 
reasonable charges  for  i  ige  of  freight  is  a  claim  not  for  a 
pen.ilu.  but  for  compensation;  la  a  property  right  assignable  in  Its 

n;i  I  lire." 

Flirt hermore,  eve*  if  we  admit  that  the  Commission  has  dis- 
approved tlie  i*>liey  of  the  present  law,  that  does  not  now  Justify 
the  Director-General  in  s. tying:  "The  law  shall  not  apply  to  me." 
It  is  Congress,  not  the  Commission,  which  makes  the  laws,  and  it 
is  the  Supreme  Court,  not  the  Commission,  which  nnally  interprets 
the  laws.  So  long  as  Congress  has  passed  a  law  regarding  repara- 
tion which  the  supreme  Court  has  construed  and  held  to  he  constl- 
intional.  the  Director-General  as  a  governmental  agency  should  be 
the  first  to  respect  and  obey  that  law,  whether  or  not  some  other 
governmental  agency  has  said  that  the  law  should  be  changed. 

I'ntil  the  law  is  changed,  it  must  be  enforced,  and  it  is  unthink- 
able that  am  t;overrinient  employe  or  otlicial  should  refuse  to  obey 
the  law  on  the  ground  that  the  law  is  wrong.  So  long  as  the  law- 
is  as  it  is,  we  do  not  feel  called  upon  to  discuss  what  the  law  should 
It  is  enough  that  shippers  have  been  given  certain  rights  which, 
with  respect  to  transactions  in  the  p-ast.  have  become  vested.  Sugh 
vested  rights  are  in  all  respects  property  of  which  shippers  may  not 
now  be  deprived.  It  may  be  the  purpose  of  the  Director-General  to 
attempt  to  secure  from  Congress  the  passage  of  a  retrospective 
statute  relieving  him  from  paying  reparation  on  account  of  unreason- 
able rates  assessed  during  the  period  of  federal  control.  Such  an 
effort  Is  futile,  for  even  if  Congress  could  be  persuaded  to  pass  .-aieh 
a  law,  the  Supreme  Court  must  necessarily  hold  that  it  will  lie 
unconstitutional  as  depriving  the  shippers  of  their  property  without 
due  process  of  law. 

Kven  though  such  a  law  be  constitutional,  there  would  be  no 
moral  justification  for  its  enactment.  The  Director-General  points 
out  that  he  incurred  large  deficits  in  the  operation  of  the  railroads, 
which  should  not  be  increased  by  forcing  him  to  pay  out  further 
sums  by  way  of  reparation. 

It  must  be  remembered,  however,  that  the  shippers  who  are 
seeking  reparation  from  the  Commission  have  p-aid.  by  way  of  tax- 
ation, their  Just  proportion  of  the  Director-General's  deficit.  If  this 
deficit  is  increased  by  further  payments  of  reparation,  those  same 
shippers  vill  pay  their  just  proportion  of  that  increased  amount 
and  neither  that  total  amount  so  increased  nor  the  proportion  tuxed 
against  the  rest  of  the  public  will  be  greater  than  if  the  Director- 
General  had  in  the  first  instance  charged  rates  which  were  no  more 
than  just  and  reasonable. 

Both  the  Federal  Control  Act  and  the  Interstate  Commerce  Act 
impose  upon  the  Director-General  the  duty  of  maintaining  just  and 
reasonable  rates.  Because  the  Director-General  failed  to  comply 
with  that  requirement  of  law,  affords  no  reason  now  for  seeking  to 
force  upon  the  shippers  who  paid  the  unreasonable  rates  more  than 
their  just  proportion  of  the  Railroad  'Administration  deficit.  Yet 
that  is  what  the  Director-General  seeks,  because  refuging  repara- 
tion to  a  shipper  who  paid  an  unreasonable  rate,  is  making  him  pay 
a  special  tax,  in  addition  to  what  he  would  pay  as  a  taxpayer,  as 
his  full  proportion  of  .the  entire  deficit  of  the  Railroad  Administration. 
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PARCEL  POST  TO  RUSSIA 

The    Traffic    World    Washington    Bureau 

Parcel  post  service  is  now  open  to  Russia,  as  well  as  regular 
mail  service,  according  to  an  announcement  issued  by  the  Post 
Office  Department,  September  15.  This  service  was  discontinued 
during  the  war  due  to  unsettled  conditions  in  Russia. 

Unregistered  parcels  will  be  sent  to  Russia  in-Europe  and 
Russia-in-Asia  (except  the  Ukraine  and  Turkestan),  by  way  of 
England,  where  they  will  be  placed  in  the  regular  mails  for 
Russia.  Parcels  may  now  be  dispatched  to  Russia  when  prepaid 
at  the  regular  postage  rate  of  12  cents  a  pound,  plus  a  transit 
charge  as  follows: 

1.  Kussia-in-Kurope. — For    parcels    weighing   up    to   3    pounds.    66e; 
parcels   weighing  more    than   3    pounds,    but  not   more   than    7    pounds, 
72c:    parcels    weighing    more    than    7    pounds,    but    not    more    than    11 

pounds.     Mr. 

2.  Russia-in-Asia. — For    parcels    weighing    up    to    3    pounds,     96c: 
I.M..IS    weighing   more   than   3    pounds,    hut  not   more   than   7   pounds. 
$1.02:    parcels   weighing   more    than    7    pounds,    but    not   more    than    11 
pounds.  $I.H. 

::.  All  parcels  will  be  dispatched  via  the  exchange  postoffice  of 
New  York. 

4.  Fully  prepaid  letters  and  post  cards,  at  Postal  t'nion  rate  of  5c 
for  the  first  ounce  or  fraction  of  an  ounce,  and  3c  for  each  additional 
ounce  or  fraction  of  an  ounce,  addressed  to  Russia  in  Europe  (includ- 
ing the  I'kraine,  Republic  of  Georgia  and  Azerbaijain)  will  be  accepted 
for  dispatch  to  the  New  York  postofflce  for  inclusion  there  in  the 
mails  for  Ixjndon.  Mail  for  Russia  in  Asia,  except  Vladivostok  and 
Kastetn  Siberia  (Far  Russian  Republic),  is  subject  to  the  same  rate 
:in, I  likewise  limited  to  letter.-!  and  postcards. 

i  Mails  for  Vladivostok  and  Kastern  Siberia  (Far  Russian  Re- 
public) will  be  accepted  when  it  consists  of  letters,  postcards,  printed 
matter,  samples  of  merchandise  and  commercial  papers  conforming  to 
the  Postal  I'nion  postage  rates,  conditions  nnd  classification!  for  dis- 
patch to  San  Francisco.  Calif.,  or  Seattle,  Wash.,  and  inclusion  there 
in  mails  prepared  and  dispatched  to  Vladivostok. 


Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
WORLD. 


(Nineteenth   of  a  series  of  articled   written   for  The  Trafllc  World  by 
C.  H.   Dietrich  , 

The  propi-r  basis  for  presentation  of  <  lalms  arising  purely 
from  id-lays  In  transit  Is,  In  many  cases,  not  thoroughly  under- 
stood, ami  as  a  consi-qm-nci-  there  Is  frequently  considerable 
difficulty  In  reaching  satisfactory  adjustments.  The  general 
rule  that  applies  to  claims  for  delay  alone,  where  no  deteriora- 
tion of  the  commodity  is  involved  due  to  Its  perishable  nature, 
failure  to  refrigerate,  etc.,  provides  for  a  measure  of  damage 
based  on  the  difference  between  the  reasonable  market  value 
of  the  commodity  at  the  time  and  in  the  condition  in  which  it 
should  have  arrived,  and  Its  reasonable  market  value  on  the 
date  of  its  arrival  at  destination.  When  the  commodity  has  no 
market  value,  as  in  the  case  of  machinery,  household  goods, 
etc.,  the  rule  contemplates  reimbursement  on  the  basis  of  the 
reasonable  rental  value  of  the  property  for  the  period  during 
which  It  was  delayed  in  transit.  This  general  proposition  is 
based,  of  course,  on  the  presumption  that  the  delay  was  of  a 
negligent  character  and  that  the  carrier  was  legally  responsible. 

In  making  a  cursory  examination  of  a  considerable  number 
of  claims  based  on  delay,  I  have  found  that  this  general  rule 
of  damage  must  be  considerably  misunderstood  by  those  pre- 
senting claims  of  this  nature,  as  the  basis  used  by  many  claim- 
ants range  from  an  outright  refusal  to  accept  the  shipment  to 
an  amount  made  up  of  lost  profits,  loss  of  trade,  expense  of 
carrying  over  to  another  season,  additional  cost  of  repurchasing 
goods  through  other  channels,  and  many  other  similar  charges. 
It  is  a  fact  that  an  unreasonable  delay  in  transit  frequently 
results  in  a  monetary  loss  to  the  consignee  far  greater  than  if 
the  shipment,  somewhat  damaged,  had  arrived  on  time,  and,  in 
addition  to  the  actual  monetary  loss  sustained,  embarrassment 
and  inconvenience  are  very  frequently  occasioned  out  of  all  pro- 
portion to  the  actual  value  of  the  shipment. 

This  latter  feature  is  what  usually  aggravates  the  situation 
and  results  in  claims  being  filed  for  amounts  greatly  in  excess 
of  the  damage  due  under  the  general  rule  outlined  above.  As 
an  instance  of  how  this  works  out  in  actual  practice  we  might 
cite  the  case  of  a  piece  of  machinery  badly  needed,  perhaps,  at 
a  plant  that  is  behind  in  its  orders,  and  which  is  delayed  in 
transit  for  a  period  of  thirty  days  over  and  above  the  usual 
time  for  such  a  movement.  The  rental  value  of  this  machine 
for  thirty  days  might  not  represent,  in  such  a  case,  the  actual 
loss  to  the  consignee  by  reason  of  having  his  plant  output  re- 
stricted for  that  period  by  the  absence  of  this  particular  ma- 
chine. Indeed,  the  failure  of  this  shipment  to  arrive  within  a 
period  of  thirty  days  after  due  might  easily  disarrange  his  man- 
ufacturing plans  for  the  entire  season.  However,  the  rule  of 
law  undoubtedly  contemplates  the  average  situation  and  ac- 
cordingly has  provided  an  average  compensation  in  the  reason- 
able rental  value  during  the  time  the  shipment  is  delayed  en 
route. 

Still  another  feature  of  claims  for  delay  in  transit  that  pro- 
vides endless  material  for  arguments  and  controversy  is  the 
question  of  what  constitutes  reasonable  dispatch.  The  law  pro- 
vides that  shipments  must  be  transported  with  reasonable  dis- 
patch, and  in  arriving  at  a  basis  for  presenting  a  claim  for 
delay  in  transit,  reasonable  dispatch  is  ordinarily  interpreted 
as  the  time  usually  consumed  in  moving  a  similar  commodity 
between  the  points  involved  in  the  particular  transaction. '  In 
other  words,  what  would  be  reasonable  dispatch  for  a  car  of 
lumber  between  two  given  points  would  not  be  at  all  reasonable 
in  the  case  of  a  shipment  of  highly  perishable  green  fruit  or 
live  stock.  Where  it  is  possible  for  a  claimant  to  show  a  record 
of  a  considerable  number  of  shipments  of  the  same  commodity 
between  the  same  points,  and  take  the  average  time  consumed 
in  the  movement,  such  a  basis  is  not  an  unreasonable  one,  in 
my  judgment,  for  using  in  connection  with  a  shipment  that  is 
badly  delayed  and  on  which  a  claim  is  filed  for  damage  on  that 
account.  This  is  particularly  applicable  to  non-perishable  freight 
that  does  not  move  on  any  particular  schedule.  It  is  different, 
of  course,  in  connection  with  a  highly  perishable  freight  on 
which  a  specific  schedule  is  published.  Such  schedules  might 
properly  be  used  as  a  basis,  it  seems  to  me,  particularly  where 
a  regular  movement  of  a  similar  commodity  has  been  made  and 
the  time  necessary  to  move  it  has  been  thereby  established. 

The  one  great  mistake  made  by  many  receivers  of  freight 
in  connection  with  delays  is  a  refusal  to  accept  the  property 
upon  its  arrival.  This  action  on  the  part  of  the  consignee  leaves 
the  carrier  with  a  shipment  on  its  hands  for  the  disposal  of 
which  it  has  no  proper  facilities,  and  as  a  result  there  is,  in 
addition  to  the  actual  loss  that  may  have  occurred  by  reason 
of  the  delay  itself,  a  further  and  much  more  serious  one  brought 
about  by  the  necessity  of  the  carrier  being  obliged  to  sell  the 
property  through  other  than  regular  trade  channels.  A  claim 
naturally  follows  for  the  full  value  of  the  shipment  and  a  con- 
troversy between  claimant  and  claim  officer  with  regard  to  the 
proper  adjustment  to  be  made  results.  A  great  many  such  dis- 
agreeable claims  would  have  been  unnecessary  had  the  con- 
signee accepted  his  property  upon  arrival  and  presented  his 
claim,  based  on  the  difference  between  the  market  value  of  the 


560 


THE    TRAFFIC     WORLD 


Vol.  XXVm,.  Ku.   I: 


shipment  on  the  date  it  was  due  to  arrive  and  its  value  when  it 
finally  reached  him. 

It  is,  of  course,  out  of  the  question  to  even  attempt  to  sketch 
the  thousands  of  situations  that  arise  in  connection  with  de- 
layed shipments,  or  to  invent  a  general  rule  that  will  cover 
even  a  fraction  of  such;  but  this  one  rule  is  certainly  applicable 
to  all  delayed  shipments — namely,  that  the  consignee  to  whom 
the  property  belongs  should  accept  it  immediately  upon  arrival, 
do  his  very  best  to  minimize  the  loss,  and  if  he  takes  this  action 
and  handles  the  shipment  in  good  faith,  I  doubt  whether  there 
will  be  many  instances  where  he  is  denied  a  fair  claim  for  his 
damage,  provided  always  the  delay  is  something  for  which  car- 
riers are  legally  responsible. 

There  is  another  class  of  claims  that  should  be  mentioned 
in  these  articles  which  perhaps  needs  no  comment  so  far  as  the 
proper  basis  of  presentation  is  concerned,  yet  they  are  numerous 
enough  and  involve  enough  money  to  warrant  a  few  paragraphs 
in  their  connection.  These  are  claims  for  the  value  of  property 
shipped  subject  to  shipper's  order  and  which  are  erroneously 
delivered  without  requiring  the  consignee  to  surrender  the  origi- 
nal bill  of  lading,  properly  indorsed,  before  delivery  of  the 
freight  is  made.  In  our  analysis  of  claims  paid,  reported  monthly 
to  the  American  Railway  Association,  and  consolidated  by  that 
organization,  there  is  shown  a  column  headed  "errors  of  em- 
ployes," and  while  there  are  other  errors  that  result  in  claim 
payments  I  am  quite  sure  that  this  particular  error '  accounts 
for  the  vast  majority  of  claims  carried  under  that  heading  in 
their  consolidated  report.  For  the  month  of  May,  1921,  these 
payments  amounted  to  $191,437,  which  would  make  an  annual 
payment  of  $1,292,000.  The  basis  on  which  such  claims  are 
presented  is,  of  course,  simple,  in  that  the  amount  for  which 
draft  is  drawn  on  consignee  by  the  shipper,  in  almost  every 
instance,  represents  the  value  of  the  goods,  and  it  is  for  this 
amount  the  shipper  holds  the  carrier  where  wrong  delivery  is 
made. 

The  only  suggestion  I  have  with  respect  to  the  presentation 
of  such  claims  is  that  shippers  should  forward  a  claim  of  this 
nature  to  the  interested  line  at  the  earliest  possible  moment 
after  such  erroneous  delivery  is  discovered,  as  the  early  pres- 
entation of  the  claim  gives  the  line  at  fault  a  better  opportunity 
to  recover  the  amount  involved  from  the  party  who  received 
the  goods  without  paying  for  them.  I  have  received  several 
claims  of  this  character  recently,  on  which  claims  were  not 
presented  until  several  months  after  the  transaction,  and  in  one 
case  the  firm  receiving  the  property  had  gone  out  of  business, 
while  in  another  the  consignee  had  died  in  the  interim. 

With  reference  to  the  cause  for  this  class  of  claims,  it  is 
occasionally  due  to  an  error  in  billing,  but  in  the  great  propor- 
tion of  these  cases  we  find  the  cause  is  located  at  the  destination 
station  where  the  delivering  agent  is  either  careless  with  rgard 
to  this  character  of  shipment  or  is  inveigled  by  consignees  into 
permitting  them  to  take  delivery  on  the  promise  that  the  lading 
will  be  surrendered  later.  There  is,  of  course,  no  possible  ex- 
cuse in  either  case.  For  the  transportation  company  there  can 
be  but  one  answer  to  the  question  as  to  why  the  shipper  con- 
signs his  freight  subject  to  delivery  only  upon  surrender  of 
the  original  bill  of  lading — namely,  that  the  consignee's  credit 
with  him  is  not  first  class.  Therefore,  if  the  shipper,  who  is 
presumed  to  be  making  a  profit  on  his  transaction,  cannot  trust 
his  customer  with  the  property  until  the  draft  has  been  paid 
and  the  bill  of  lading  lifted  from  the  bank,  how  much  less  can 
the  transportation  company  afford  to  take  the  responsibility  of 
making  delivery  of  such  a  shipment  until  the  bill  of  lading  is 
in  its  agent's  hands. 

The  proper  handling  of  bills  of  lading  on  shipments  consigned 
to  shipper's  order  is  a  matter  that  the  carriers  themselves  can 
well  afford  to  agitate,  with  a  view  toward  educating  the  agents 
receiving  such  freight  as  to  the  necessity  of  handling  strictly 
in  accordance  with  instructions.  If  this  were  done  it  would 
unquestionably  eliminate  a  vast  number  of  very  expensive  and 
disagreeable  claims. 

Still  another  class  of  claims  that  might  warrant  some  men- 
tion are  those  brought  about  by  errors  of  diversion  or  recon- 
signment  of  shipments  in  transit.  There  are  various  rules  pro- 
vided for  in  the  tariffs  for  the  diversion  and  reconsignment  of 
shipments,  both  carload  and  less  carload,  but  there  is  no  uniform 
practice  in  connection  with  the  filing  and  handling  of  diversion 
and  reconsignment  orders.  In  many  instances  this  lack  of  uni- 
formity is  responsible,  in  a  measure,  for  the  confusion  and  failure 
to  apply,  that  finally  result  in  loss  or  damage  and  consequent 
claims. 

First  in  importance  for  a  shipper  to  understand  is  with  what 
agent  or  officer  of  the  carrier  an  order  for  a  diversion  or  recon- 
signment is  to  be  placed.  If  this  is  thoroughly  understood  there 
is  a  saving  of  time  made  in  applying  the  order  that  will  insure 
the  shipment  being  diverted  or  reconsigned  promptly.  This  fea- 
ture is  of  special  importance  in  the  case  of  cars  that  are  rolling, 
on  which  a  diversion  must  be  made  before  some  given  junction 
point  is  passed.  It  is  unfortunate  that  almost  every  railroad 
handles  reconsignments  and  diversions  in  a  different  manner  or 
have  different  officers  in  charge  of  these  matters.  This  is  not 
of  quite  so  much  consequence  in  the  case  of  firms  doing  a  large 


amount  of  reconsigning  and  diverting,  because  strch  firms 
familiarize  themselves  with  the  different  methods  of  the  several 
lines  with  which  they  do  business,  but  where  an  individual  or 
firm  only  occasionally  finds  it  necessary  to  reconsign  or  divert 
freight  it  must  certainly  be  somewhat  puzzling.  Furnishing  di- 
versions or  reconsignments  by  telephone,  even  though  confirmed 
by  mail,  opens  the  way  for  errors,  and  while  it  is  practically  im- 
possible to  avoid  telephone  instructions  in  some  cases,  this 
method  should  be  discouraged  as  much  as  possible. 

Where  a  diversion  or  reconsignment  fails  and  the  shipment 
is  through  error  permitted  to  move  to  its  original  destination,  or 
is  delayed  at  point  of  reconsignment,  and  damage  or  loss  ensues,, 
the  claim  is  ordinarily  based  on  the  difference  between  the 
reasonable  market  value  of  the  product  in  the  condition  and  on 
the  date  it  would  have  arrived  at  the  proper  destination,  if  the- 
diversion  or  reconsignment  had  been  complied  with,  and  the? 
reasonable  market  value  at  the  erroneous  destination,  to  whicli 
it  was  forwarded  on  the  date  of  its  arrival.  Many  claims  of  this 
character,  however,  can  be  avoided,  particularly  in  the  case  of 
non-perishable  freight,  if  the  mistake  is  discovered  promptly  and 
the  carrier  hauls  the  shipment  to  the  correct  destination  with- 
out delay.  This,  of  course,  is  the  procedure  that  should  be  fol- 
lowed out  in  every  case  it  is  possible. 

The  principle  bone  of  contention,  in  the  case  of  claims  for 
failure  to  divert  in  transit,  usually  arises  on  the  question  of 
whether  the  diversion  orders  were  given  in  time  to  permit  tlie 
carriers  to  make  the  diversion  under  ordinary  circumstances. 
This  question  is  often  a  very  fine  one  to  determine,  but  it  is 
generally  recognized  that  if  diversion  orders  are  filed  within 
24  hours  before  the  car,  if  rolling,  reaches  the  last  junction 
point  at  which  it  could  be  diverted  in  the  direction  of  its  new 
destination,  sufficient  time  is  allowed  to  enable  the  carrier  to 
apply  the  diversion  and  forward  the  car  to  its  new  destination. 
There  are,  of  course,  innumerable  variations  of  circumstances 
that  arise  in  connection  with  this  work  and  no  general  rule  can 
be  laid  down,  as  each  case  must  be  settled  on  its  own  merits. 
When  we  take  into  consideration  the  thousands  of  diversions 
that  are  handled  every  day  on  the  lines  in  this  country  the  errors 
that  result  in  claims  are  comparatively  few. 


MONTANA  EXPRESS  RATES 

The    Traffic    World    Washington    Bureau 

By  an  order  in  No.  13069,  Montana  Express  Case,  the  Com- 
mission has  ordered  an  investigation  of  express  rates  and  clas- 
sification in  Montana,  as  the  result  of  action  by  the  Board  of 
Railroad  Commissioners  of  that  state  in  refusing  to  permit  the 
American  Railway  Express  Company  to  apply  to  intrastate  traf- 
fic the  percentage  increases  and  changes  in  the  classification 
authorized  by  the  Commission  for  interstate  traffic. 


LOUISIANA  INTRASTATE  FARES 

The   Traffic    World    Washington    j 

Counsel  for  the  Louisiana  public  service  commission,  in  a 
brief  filed  in  No.  12842,  in  the  matter  of  rates  for  berths,  draw- 
ing rooms,  compartments  and  seats  in  Pullman  and  parlor  cars  of 
the  Pullman  company  in  Louisiana,  take  the  position  that  the 
Commission  is  without  jurisdiction  to  determine  the  reasonable- 
ness of  intrastate  fares  within  the  state  of  Louisiana.  The 
state  commission  refused  the  Pullman  company  permission  to 
advance  its  charges  for  intrastate  travel  in  the  same  percentage 
amounts  as  prescribed  by  the  Commission  for  interstate  travel. 


KANSAS  INTRASTATE  RATES 

The    Traffic    World    Washington    Bureau 

On  application  of  Clyde  M.  Reed,  chairman  of  the  Kansas 
commission,  the  Commission  has  entered  an  order  in  No.  11916, 
Kansas  rates,  fares  and  charges,  reopening  the  case  for  further 
hearing  with  reference  to  specific  intrastate  rates,  fares  or 
charges  applicable  within  the  state  of  Kansas  that  may  be 
higher  than  interstate  rates,  fares  or  charges  to  or  from  Kansas 
points.  The  matter  has  been  set  for  hearing  at  Topeka,  Kan., 
before  Attorney-Examiner  Disque,  October  6. 

Probably  the  most  important  contention  made  by  the  Kansas 
commission  in  the  Kansas  intrastate  rate  case  was  that  in  re- 
spect to  certain  intrastate  rates  being  higher  than  interstate 
rates.  The  Commission,  in  ordering  the  carriers  to  apply  to 
Kansas  intrastate  traffic  the  same  percentage  increases  as  au- 
thorized for  interstate  traffic  in  that  territory,  provided  that  the 
carriers  were  not  authorized  to  establish  intrastate  rates  higher 
than  interstate  rates.  Mr.  Reed  said  the  carriers  had  disregarded 
this  prohibition  and  had  put  on  a  5  per  cent  increase  on  top  of 
the  30  per  cent  increase  which  had  been  authorized  by  flip  state 
commission,  to  bring  the  rates  up  35  per  cent,  the  increase  :ut- 
thorized  for  interstate  traffic  in  that  territory. 


LOAN  TO  WESTERN  MARYLAND 

An  application  of  the  Western  Maryland  Railway  Company 
for  a  loan  of  $1,000,000  to  aid  the  company  in  enlarging  its 
grain  elevator  facilities  at  Baltimore,  Md.,  has  been  approved 
by  the  Commission. 


^ 
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Questions  and  Answers 

In  thu  department  will  be  answered  que»tion»  of  both  legal  and 
practical  nature  that  confront  person*  dealing  with  traffic.  A  •pecialiit 
on  interstate  commerce  low,  who  is  •  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Trifflc  B«Tlce  Corporation,  Colorado  Building,  Washington,  D.  C.  ' 


Reparation 

Ohio. — Question:  Carload  rating  was  recently  established 
on  :i  rommodity  that  formerly  had  no  carload  rating.  A  con- 
siderable number  of  carloads  were  previously  shipped  and 
(lulled  lor  at  rating  shown  in  classification,  which  rating  did 
not  .specify  any  quantity.  In  view  of  the  fact  that  shippers 
loaded  and  consignee  unloaded  all  of  these  cars  and  carload 
rating  has  now  been  established,  we  filed  claims  against  the 
rail  mails  for  refunds  on  cars  moving  prior  to  establishment  of 
tlic  carload  rating,  which  claims  were  refused,  and  we  intend 
taking  the  matter  up  with  the  Interstate  Commerce  Commis- 
sion. Please  advise  your  opinion  of  this  and  state  what  form 
ild  be  necessary  when  presenting  this  to  the  Interstate  Com- 
>  merce  Commission. 

Answer:     While    the    Commission    has    held    in    numerous 
•••s  that,  the  voluntary  reduction  of  a  rate  does  not  in  itself, 
hout   proof   that   the   former   rate  was  unreasonable,   furnish 
a   sufficient    reason   for  awarding  reparation,   if   you   can   prove 
by  pioper  evidence  that  the  rate  charged  on  the  shipment  was 
unreasonable  to  the  extent  it  exceeded  the  carload  rate  subse- 
quently established,   the  Commission  will  award  reparation  for 
ihe    difference    between    the    rate   applied   and    the   rate    subse- 
I   quently  established. 

Such   a   showing  could   only,   in   view   of   the  action   of  the 
carriers  in  declining  your  claims,  be  made  in  a  formal  complaint 
I  before  the  Commission. 

Rate    to    Apply    on    Shipment    Reoonsigned    After    Placement    at 

Original    Destination 

Ohio. — Question:     I  note  on  page  428  of  the  August  27  issue 
of  The  Traffic  World  your  answer  to  "Ohio"  with  reference  to 
to  apply  on  shipments  reconsigned  after  placement  at  origi- 
nal destination.     You  state  that  rule   12  of  the  General  Recon- 
ning  Rules  governs  in  such  cases;  further,  that  the  rule  pub- 
lished by  the  Central  Freight  Association  and  trunk  lines  effec- 
tive June   20,   1921,  provides   for  the  protection  of  the  through 
ra'e   from    the   original   point   of   shipment   to   final    destination 
•  lieable  via  the  reconsigning  point,  and  if  there  is  no  through 
from    original    point    of    shipment   to   final   destination   ap- 
able   via    the   reconsigning   point    the   tariff   rate   in   effect   to 
and  from  the  reconsigning  point  must,  be  applied. 

We  have   carefully  checked  the  tariffs  of  the  carriers  cen- 

ng   in    Cincinnati,   namely,   Pennsylvania,   Big   Four,   Erie,   C. 

&  <).,  N.  &  W.,  B.  &  O.  and  others,  and  find  that  supplements 

ied  to  become  effective  as  late  as  July  5  provide  under  rule 

12  as  follows: 

After  ;i    cur  has  been  placed  for  unloading  at  original  billed  des- 

POSITIONS  WANTED  OR  OPEN~ 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMANC 
•nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  tht 
men  and  the  positions  in  touch  with  each  other.  The  rates  foi 
classified  advertisements  ars  as  follows:  First  Insertion,  11.00  pei 
line:  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  BOc;  II 
words  to  the  line;  numbers  and  abbreviations  counted  as  words 
(  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD,  418  South  Market  Street,  Chicago.  111. 

WANTED — Representative  in  every  city,  well  acquainted  with 
•traffic  managers,  and  capable  of  selling  Wetzel  Drop  Front  Tariff  Files. 
•-  S.-,.  ;i, I v. •itis.-ment,  page  531.  this  issue.  Give  experience,  references. 

•  I'.  A.   \\vt7.el  Cd.,    MurqueUf  lildpr..  Chicago. 

POSITION  WANTED — Traffic  Manager  with  eighteen  years'  rail- 
Broad  and  industrial  experience,  rates,  claims,  etc.,  now  employed. 
•Desires  to  connect  with  larger  position,  better  opportunity  fur  ,nl- 

•  .anc .  ni.  nt.      Furniture,    lumber,    grain,    coal    or    produce;    Chicago    or 
•vicinity    piel'e!  i  eil       Married,    age    thirty-four.      Minimum    salary    ron- 

-iil.-red.  s:!.i;nn.     Ad.lre.ss  !•'.  H.  A.  385.  Traffic  World.  Chicago. 

WANTED — Auditor  for  small  short  line  railroad  in  South,  who  is 
B*l*o  familiar  with  traffic  matters  and  able  to  superintend  operation — 
I  i  man  experienced  in  all  branches  of  railroad  work,  who  is  of  correct 
I  labits  and  with  clear  record  will  find  pleasant  working  conditions  and 
I  i  permanent  position.  Address  !•;.  10.  K.  383,  Traffic  World,  Chicago. 

FOR     SALE — Severn!     thousand     first-class     No.     1     «xS     8     ft.     oak 
iad    .loss    lies.       C:iu    :ilsn    furnish    oak    switch    ties    to    order.       I..     10. 

lOdwardslini-K.    Michigan. 


llnaliiin    an. I     , .  r,,r  «.,r.l.  .1     ih.-n  IMUII     without    liclnic    unto;, 
point    i.iit.Hlilr    of    the    switching    limits,    it    will    I.e    Hiilijrel    to    II,.     pul, 
llshed    rii  lex    to   and    from    the    i.oinl    ..I    n-eiiimlKiiitii'nl.    phi*    J7.no    |»  i 
'<i    recomdgnlnK  charges.  ,-s.  ,-|,t   Hint   In  no  rum;  nhiill  the  totul  he  lens 
than    the  charge   himed   on    the   through    rate    from   point   of  origin    to 
flnnl  destination,  plus  $7. on  pei  inning  chnrgc. 

From  Ihe  above  it  will  be  observed  thai  Ihe  combination  and 
nut  the  through  rale  is  the  one  protected,  unlegs  the  through 
rate  is  greater  than  the  combination,  in  which  case  the  through 
rate  would  be  made  applicable.  There  is  nothing  in  the  rule  that 
authorizes  the  protection  of  the  through  rate  when  il  IH  lens 
than  the  combination. 

We  will  thank  you  to  give  us  the  authority  for  the  change 
in  this  rule  which  you  state  became  effective  on  June  20,  1921, 
that  would  authorize  the  protection  of  the  through  rate  when- 
it  is  less  than  the  combination  rate  plus  the  reconsigning  charge 
in  the  C.  F.  A.  and  Trunk  Line  territories. 

Answer:  It  should  be  observed  that  the  shipment  referred 
to  in  the  question  of  "Ohio,"  to  which  you  refer,  was  a  carload 
of  coal.  Therefore,  while  the  answer  does  not  so  state,  it  IB 
confined  in  its  application,  to  coal  shipments  only.  If  you  will 
refer  to  C.  C.  C.  &  St.  L.  Ry.  Circular  No.  Y-156,  I.  C.  C.  No.  7707, 
effective  June  20,  1921,  which  issue  contains  the  reconsigning 
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rules  of  that  line  applicable  to  coal,  you  will  find  that  rule  12, 
relating  to  shipments  reconsigned  after  placement,  is  in  accord- 
ance with  our  answer,  the  general  reconsigning  rules  of  the 
C.  C.  C.  &  St.  L.  being  published  in  that  line's  Circular  No. 
U-463,  I.  C.  C.  No.  7507. 

Liability  of  Carrier  for  Wrong   Delivery 

West  Virginia. — Question:  Please  refer  to  your  answer  to 
"West  Virginia"  on  page  378  of  the  August  20  issue  of  The 
Traffic  World,  dealing  with  the  liability  of  a  carrier  for  wrong 
delivery  of  carload  traffic  at  non-agency  stations. 

In  the  instant  case  you  will  note  that  the  carrier  was  not 
using  its  own  private  siding  at  Stewartsville  (did  not  have  one), 
but  the  private  siding  of  one  of  the  coal  companies,  and,  there- 
fore, it  appears  to  us  that,  technically,  at  least,  the  railroad 
company  actually  delivered  the  shipment  to  the  party  who  used 
the  ties.  Will  you  please  let  us  hear  from  you  further,  citing, 
if  possible,  court  decisions  or  decisions  of  the  Interstate  Com- 
merce Commission  in  similar  cases? 

Answer:  As  to  whether  or  not  the  placing  of  the  car  on 
the  track  in  question  constituted  delivery  to  the  party  who  used 
the  goods  is  a  question  of  fact  to  be  determined  from  all  of  the 
surrounding  circumstances.  If  suit  is  brought  against  the  car- 
rier the  burden  of  proof  will  be  on  the  carrier  to  show  that 
delivery  was  not  made  to  that  party.  In  the  event,  however, 
the  carrier  can  show  that  delivery  was  not  made,  recovery  can- 
not be  had  against  the  carrier,  but  a  right  of  action  still  exists 
against  the  party  who  used  the  goods,  for  the  reasonable  value 
thereof,  for  as  a  general  rule  of  law  it  is  implied  that  where 
one  party  receives  goods  under  such  circumstances  that  the  law 
presumes  a  promise  on  the  part  of  the  person  benefited  to  pay 
a  reasonable  price  for  the  same,  recovery  of  that  amount  may 
be  had. 

Delay — Elements  of  Damage  for 

Texas. — Question:  A  short  time  ago  we  had  shipment  of 
flashlight  batteries  in  transit  by  freight  from  Madison,  Wis., 
and,  our  stock  being  exhausted  several  days  before  we  expected 
the  freight  shipment  to  reach  us,  we  wired  Dallas,  Tex.,  for  a 
shipment  of  600  pounds  to  last  us  until  freight  shipment  was 
received,  the  order  from  Dallas  to  come  by  express. 

The  shipment  was  promptly  made  by  express,  but  was  eleven 
days  in  transit,  notwithstanding  the  fact  that  we  were  con- 
stantly tracing  the  express  company  for  the  shipment  after  it 
had  been  out  72  hours.  On  the  tenth  day  after  the  express 
shipment  was  made  we  received  the  freight  shipment  and  on 
the  following  day  received  the  express  shipment. 

We  were  not  pleased  with  this  class  of  express  service, 
since  normally  we  should  receive  express  from  Dallas  in  48 
hours,  and  continued  to  trace  the  express  company  for  some 
answer  as  to  why  shipment  was  so  long  in  transit,  with  the 
advice  that  they  were  unable  to  locate  responsibility  for  the 
delay. 

We  then  filed  claim  for  difference  between  freight  and  ex- 
press charges  on  the  600  pounds,  as  we  most  certainly  did  not 
receive  express  service  on  the  shipment.  Are  we  not  entitled 
to  recover  on  basis  of  freight  charges? 

Answer:  There  is  no  liability  on  the  part  of  the  express 
company  to  refund  the  difference  between  the  freight  and  ex- 
press charges  on  the  shipment  from  Dallas,  for  the  reason  that, 
while  the  shipment  was  delayed  in  transit,  it  actually  moved 
by  express  and  the  only  rate?  therefore,  that  can  be  legally  ap- 
plied is  the  express  rate.  The  only  damages  which  you  are 
entitled  to  are  such  damages  as  actually  resulted  from  the  delay, 
that  is,  such  damages  as  were  the  proximate  result  of  the  de- 
lay, and  which  can  be  proved  with  certainty. 

Minimum  Weight  Prescribed  by  Tariff  Must  Be  Applied,  Regard- 
less of  Size  of  Car  Furnished,  Unless  Unreasonable 

Pennsylvania. — Question:  A  certain  tariff  carries  the  follow- 
ing provisions:  "Minimum  weight  50,000  pounds,  except  where 
the  capacity  of  car  is  less,  but  in  no  case  shall  be  the  minimum 
weight  be  less  than  40,000  pounds." 

Shippers  order  a  40,000-pound  capacity  car  for  a  point  cov- 
ered by  tariff  carrying  the  foregoing  weight  provisions.  Owing 
to  the  very  limited  number  of  cars  of  this  capacity  in  circulation, 
and  no  longer  considered  a  standard  car,  initial  line  is  unable 
to  furnish  a  car  of  this  capacity. 

Shippers  contend,  however,  that  they  are  legally  entitled  to 
the  protection  of  a  minimum  weight  of  40,000  pounds  when 
loaded  either  in  a  50  or  60  capacity  car,  if  furnished  by  the 
railroad  company  in  lieu  of  the  40  capacity  car  ordered.  Kindly 
advise  whether  shipper's  contention  is  correct. 

Answer:  In  our  opinion,  a  shipper,  under  a  tariff  provision 
such  as  you  quote,  is  not  entitled  to  order  a  40,000-pound  capacity 
car,  for  the  reason  that  a  minimum  weight  of  50,000  pounds  is 
provided  for,  except  that  where,  for  the  convenience  of  the  car- 
rier, a  car  of  lesser  capacity  is  furnished.  There  is  nothing  in 
this  tariff  provision  which  gives  the  shipper  the  right  to  order 
a  car  of  any  particular  size,  the  minimum  weight  being  a  fixed 
amount,  regardless  of  the  size  of  car  used,  except  that  the  car- 
rier will  not  assess  charges  at  the  50, 000-pound  minimum  where 
a  car  of  lesser  capacity  is  furnished,  subject  to  a  minimum 


charge  of  40,000  pounds.  See  the  cases  of  Tull  &  Gibbs  vs. 
N.  &  W.  Ry.,  55  I.  C.  C.  17,  and  Northern  Grain  &  Warehouse 
Co.  vs.  S.  P.  &  S.  Ry.,  63  I.  C.  C.  205. 

Freight    Charges    on    Damaged    Shipment    Returned    for    Repairs 

Michigan. — Question:  Will  you  kindly  give  us  your  opinion] 
regarding  the  following?  Two  ranges  are  shipped  from  A  in 
a  pool  car  to  B.  At  B  a  new  bill  of  lading  was  made  for  the 
two  ranges  and  they  were  reshipped  to  our  dealer  at  C. 

This  shipment  was  delivered  to  the  delivering  carrier  at 
B  in  good  condition  and  was  so  receipted  for  on  our  bill  ol 
lading  issued  at  that  station,  but  was  damaged  somewhere  be- 
tween B  and  C.  The  damage  was  of  such  nature  that  it  was 
necessary  to  return  to  A  for  repairs  and  we  have  filed  claim 
with  the  carriers  for  the  cost  of  the  repairs,  labor  and  drayage 
and  the  total  freight  paid  on  both  ranges  from  A  to  B,  B  to  C 
and  C  to  A. 

The  carriers  are  complaining  because  we  have  included 
freight  on  the  two  ranges  from  A  to  B,  in  the  pool  car,  stating 
that  as  the  shipment  was  delivered  at  B  in  good  condition,  the 
freight  on  the  damaged  shipment  should  be  based  from  B  to  C 
and  C  to  A.  Should  we  credit  our  claim  with  the  amount  oi 
freight  that  accrued  on  these  two  ranges  in  the  pool  car  between 
A  and  B? 

Answer:  For  injury  to  shipments  in  transit  damaged 
through  its  negligence,  a  carrier  is  liable  to  the  shippers  for  the 
difference  between  the  value  of  the  shipment  at  destination  in 
good  condition  and  its  value  at  that  point  in  the  damaged  con- 
dition in  which  it  is  delivered  by  the  carrier. 

If  the  shipper  is  willing  to  accept  a  damaged  shipment  and 
make  the  necessary  repairs  thereto,  and  with  the  carrier's  con< 
sent  return  it  to  point  of  origin  for  this  purpose,  and  thereb} 
relieve  the  carrier  from  further  liability,  the  carrier  should  b« 
willing  to  waive  all  freight  charges  on  (he  shipment.  In  the 
event,  however,  the  shipment  is  again  reforwarded,  freight 
charges  must  be  paid  for  the  reforwarding  of  the  shipment. 

Liability    of    Intermediate    or    Connecting     Carrier    for     Damagi 
Occurring   Prior  to   Delivery  to  Such   Line 

Arkansas. — Question:  Please  tell  us  whether  or  not  a  sui 
for  the  recovery  of  damages,  due  to  decline  in  market,  accoun 
delay  in  transit,  may  be  maintained  against  the  delivering  lin< 
at  destination  in  a  case  such  as  the  following: 

Shipment  originated  on  road  A,  bill  of  lading  issued  by  roa 
A;    shipment   moved   over  road  B   and   over   road  C;    shipme 
delivered   at   destination    by   road    C.     There   was   unreasonat 
delay  on  road  A  and  also  on  road  C. 

The  point  is:     Will  suit  have  to  be  filed  at  point  of  ori| 
against  road   A  or  may  it  be  filed  at   destination  against   ro 
C,  with  other  carriers  as  parties?     Please  give  citations  supper 
ing  your  opinion. 

Answer:     In  the  absence  of  some  special  statutory  provisio 
an    intermediate   or   terminal   carrier   is   liable   only   for   loss   ol 
injury  occurring  on  its  own  line.     Johnson-Brown  vs.  R.  Co.,  23| 
Fed.  590;    Daniels  vs.  R.  Co.,  171   Pac.  1178;   Copenhaver  vs. 
Co.,   93   S.   E.   94. 

This  rule  is  applicable  to  Arkansas  intrastate  traffic,  in  ao 
cordance  with  the  decision  of  the  court  in  Chicago,  etc.  R.  Ccl 
vs.  Ledvetter,  106  Ark.  512,  153  S.  W.  801. 

Therefore,  as  a  recovery  cannot  be  had  against  the  initia 
carrier  by  the  filing  of  a  suit  against  the  delivering  carrier,  i\\ 
will  be  necessary  to  file  suit  against  the  initial  carrier,  in  whic 
event,  however,  if  the  shipment  was   an  interstate  one,   ii    wi!| 
not  be  necessary  to  make  the  delivering  carrier  a  party  to  thl 
suit,    as    under   the    Cummins    amendment   the   initial    carrier 
liable   for   all   damage   occurring,   either   on   its   own  line   or  o;[ 
that  of  its  connections.     As  to  the  matter  of  service  upon  th| 
initial  carrier,  the  statutes  of  your  state  will  govern. 

Liability  of  Carrier  for   Delivery  to   Wrong   Person 

Illinois. — Question:    Recently   we   made   shipment   of   a   caij 
load  of  paper  from  the  East  to  a  customer  in  an  Illinois  toy 
Through   error   the   shipment   was   not   made   an   "order-notify.1 
as   it   should  have   been,   but   was  consigned   on   a   straight   bit 
of  lading  to  us,  giving  the  street  address  and  town  of  the  cut] 
tomer.     The  railroad  made  delivery  of  the  car  to  the  custome 
without  questioning  the  fact  that   it  was  consigned  to  us. 
customer's  credit  is  not  what  it  should  be,  and  we  write  to  asl 
what  the  liability  is  of  the  carrier  in  a  circumstance  of  this  kinc 
the   main   point   being  that   a   straight    bill   of  lading   was   us 
instead  of  an  "order-notify." 

Answer:     The   duty  of   a   carrier   is   not   merely   to   C 
safely  the  goods  intrusted  to  it,  but  also  to  deliver  them  to 
party  designated  by  the  terms  of  the  shipment,  or  to  hjs  orde| 
at  the  place  of  destination.     This  duty  to  deliver  to  the  prop 
person  is  absolute.     If  a  carrier  deliver  goods  to  a  person 
entitled  to  receive  them  it  is  liable  to  the  person  who  is  entitle 
to    them    for   conversion,   rendering   it    immediately   liable,   ir 
spective  of  its  good  faith  in  making  the  delivery.     No  quest io 
of  care  arises,  for  in  such  case  the  carrier  acts  at  its  peril 
is  liable  regardless  of  negligence.     See  Kommel  vs.  Transport;! 
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THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent  t  Earn  Line,   Bullitt  Buildin 


Reduce  Damage  Claims 

by  nailing  your  boxes  and  crates  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 

used.     Our  pamphlet  on  nailing  tells  you  how.      It  is  free. 

Write  for  it. 

National  Association  of  Box  Manufacturers 

1553  Conway  Building,  Chicago 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  Freight  and   Passenger  §ervice 

S.S.  BUCKEYE  STATE,  sailing  October  8th 

S.S.  HAWKEYE  STATE,  sailing  last  half  of  November 

Sailing  from  Baltimore 

Kate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agenta  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

6  So.  Gay  St.  120  Market  Street  Castle  &  Cook,  Ltd. 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts.,  Portland  Ore. 

Ellicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco     Alaska  Bldg.,  Seattle  Write  the  Neural  Offia 


PUBLIC  *  U  S.  GOVERNMENT  BONDED  WAREHOUSES 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  &  IMPORT  Shipments 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID,  President 
South  Peters,  Thalia,  South  Front  and  Erato  Streets 


625  Third  3 


San  Francisco  Warehouse  Co.,  san  Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


'A  child  can  find  them' 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  IIS  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial  Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Truat  Bldg. 
DETROIT,  MICH.,  506  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Munuy  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 
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tion  Co.,   105  Atl.   253,   in  which   it  was    held    that  delivery  at 

proper  address  does  not  excuse  delivery  to  the  wrong  person. 

Undercharges — Collection  of,  by  Carrier 

Minnesota. — Question:  What  length  of  time  has  to  elapse 
before  it  will  be  impossible  for  a  carrier  to  collect  an  alleged 
claim~~for  undercharge? 

Answer:  While  section  16,  paragraph  3,  of  the  interstate 
commerce  act  provides  that  all  actions  at  law  by  carriers  sub- 
ject to  this  act  for  recovery  of  their  charges,  or  any  part  thereof, 
shall  be  begun  within  three  years  from  the  time  the  cause  of 
action  accrues,  and  not  thereafter,  there  is  nothing  in  the  act 
which  raises  the  presumption  that  Congress  intended  to  make 
this  period  of  limitation  retroactive.  We  are,  therefore,  of  the 
opinion  that,  under  the  construction  which  has  been  given  similar 
statutes,  an  action  for  undercharges  may  be  filed  by  a  carrier 
within  the  periods  of  limitation  prescribed  by  the  state  statutes, 
but  not  later  than  three  years  after  the  incorporation  of  the 
above  referred  to  limitation  in  the  interstate  commerce  act, 
namely,  March  1,  1920. 

Reconsignment — Liability   of   Carrier   for   Accepting    Instructions 
from  Other  than  Owner  of  Goods  or  His  Authorized  Agent 

New  York. — Question:  We  forwarded  a  carload  of  material 
consigned  and  destined  to  a  point  in  Kansas  and,  upon  arrival, 
order  was  canceled  by  the  customer  and  a  request  made  upon 
us  to  divert  car  to  another  destination. 

Previous  to  time  we  were  requested  to  make  disposition 
and  our  ability  to  do  so,  three  days  later,  the  agent  at  destina- 
tion accepted  a  verbal  order  from  the  consignee,  who  claimed 
the  order  came  from  our  field  representative,  to  reship  car  to 
our  Buffalo  factory,  and  our  diversion  orders  did  not  catch  up 
with  the  car  until  it  was  part  way  back,  at  which  time  it  was 
reconsigned  and  forwarded  to  a  point  beyond  its  first  destination. 

However,  the  carriers  refuse  to  apply  the  through  rate  from 
original  point  of  shipment  to  final  destination,  plus  reconsigning 
charge,  due  to  the  verbal  order  which  they  accepted  from  con- 
signee, who  refused  car. 

The  position  we  take  is  that  they  had  no  legal  right  to  ac- 
cept this  order  until  they  heard  from  us  as  to  disposition  and, 
therefore,  through  rate  should  be  applicable. 

Answer:  The  Uniform  Reconsigning  Rules  provide  that  on 
"straight"  consignments,  the  original  bill  of  lading  should  be 
surrendered  or  other  proof  of  ownership  established  and  that,  on 
shipments  consigned  "To  Order"  the  original  bill  of  lading  should 
be  surrendered,  or,  in  its  absence,  satisfactory  bond  of  indemnity 
executed  in  lieu  thereof.  It  is  further  provided  that  requests 
for  consignment  must  be  made  or  confirmed  in  writing.  If  the 
carrier  elects  to  waive  the  foregoing  requirements,  he  does  so 
at  his  own  risk. 

As  the  goods  in  question  had  been  refused  by  the  consignee, 
the  carrier's  agent  acted  at  his  peril  in  accepting,  without  con- 
firmation by  the  shipper,  instructions  from  the  consignee  to 
return  the  shipment,  notwithstanding  the  consignee's  statement 
that  the  shipper's  field  representative  had  authorized  the  return 
of  the  shipment.  We  are  therefore  of  the  opinion  that  the  car- 
rier must  protect  the  rate  from  point  of  shipment  to  final  des- 
tination, properly  applicable  via  the  reconsigning  point,  plus 
the  reconsigning  charge.  . 

Weights — Actual   Must  Govern 

Indiana. — Question:  Some  time  ago  we  made  a  less-than- 
carload  shipment  at  a  weight  of  6,000  pounds  which  was  not 
inserted  on  bill  of  lading  and  according  to  estimated  weights 
should  not  weigh  over  4,600  pounds.  This  shipment  was  not 
•  weighed  over  railroad  platform,  but  was  loaded  into  a  car  and 
net  weight  of  shipment  was  determined  by  using  the  gross,  tare 
and  net  weights  of  the  car. 

This  resulted  in  a  weight  of  6,000  pounds,  or  approximately 
1,400  pounds  over  what  shipment  should  actually  weigh. 

It  is  our  contention  that  on  presentation  of  ample  proof 
that  shipment  should  not  have  weighed  the  amount  resulting 
from  weighing  of  car,  weight  should  be  corrected  and  excess 
freight  charges  collected  accordingly.  Please  advise  your  opin- 
ion. 

Answer:  In  the  case  of  Peters  vs.  Oregon  Short  Line,  20 
I.  C.  C.  598,  the  Interstate  Commerce  Commission  said:  "The 
actual  weight  of  shipments  constitutes  the  true  basis  upon  which 
to  assess  transportation  charges."  In  Potter  Manufacturing  Co. 
vs.  C.  &  G.  T.  Ry.,  5  I.  C.  C.  14,  it  was  held  that  the  question 
is  one  of  fact,  to  be  determined  in  a  manner  just  to  both  parties, 
and  as  to  which,  the  ex  parte  action  of  either  party  cannot  con- 
clude the  other.  The  carrier's  weight  should  not  be  considered 
final  in  determining  the  actual  weight,  particularly  in  view  of 
the  Commission's  findings  in  the  case  In  re  Weighing  of  Freight, 
28  I.  C.  C.  7,  wherein  the  opinion  was  expressed  that  the  tare 
weight  of  cars  would  vary  as  much  as  1,000  pounds,  according 
as  the  weather  might  be  dry  or  wet.  It  was  shown  that  between 
April  and  August  15,  1912,  10,967  cars  were  lightweighed.  Of 
these,  6,254  weighed  more  than  the  stenciled  weight.  The  varia- 
tion was  all  the  way  from  a  few  hundted  to  9,000  pounds,  the 
average  being  461  pounds  to  the  car;  4,207  weighed  less  than 
the  stenciled  weight,  the  variation  being  as  high  as  6,000  pounds, 


and  the  average  548  pounds;    506  cars  out  of  the  total  number 
were  correctly  stenciled. 

Therefore,  if  you  can  produce  evidence  that  the  weight 
should  not  exceed  4,600  pounds,  you  can  recover  in  an  action 
before  the  Interstate  Commerce  Commission  or  the  courts  the 
charges  in  excess  of  what  they  should  have  been  if  the  shipment 
had  been  properly  scaled. 

State  Vs.   Interstate  Shipment 

West  Virginia. — Question:  A  shipment  of  cakes  was  made 
from  a  point  in  Pennsylvania  to  a  point  in  West  Virginia.  At 
point  in  West  Virginia  there  is  a  switching  tariff  in  effect  be- 
tween two  railroads;  said  switching  tariff  covers  the  switching  of 
intrastate  traffic,  if  consignee  lifts  freight  bill  covering  inbound 
movement  of  car  from  Pennsylvania  to  West  Virginia  and  issues 
switching  order  or  new  bill  of  lading,  does  it  then  become  an 
intrastate  shipment,  destination  being  in  West  Virginia? 

Answer:  It  has  been  held  that  where  the  through  inter- 
state rate  in  effect  between  two  points  is  higher  than  the  aggre- 
gate of  the  intermediate  rates,  any  plan  of  first  billing  to  an 
intermediate  point  a  shipment  that  is  really  intended  to  reach 
a  destination  beyond  is  simply  a  device  for  defeating  the  lawful 
through  rate  and  is  unlawful.  Kanotex  Refining  Co.  vs.  A.  T. 
&  S.  F.,  34  I.  C.  C.  276. 

If,  in  the  instant  case,  there  was  a  bona  fide  acceptance  of 
the  car  at  the  first  destination  and  there  are  no  circumstances 
from  which  it  might  be  concluded  that  a  through  movement  to 
the  ultimate  destination  was  intended  at  the  time  car  left  origi- 
nal point  of  shipment,  the  intrastate  switching  rate  would  be 
applicable  See  our  answer  to  "Texas,"  page  482,  Traffic  World, 
September  3,  1921. 

Reconsignment   Vs.    Reshipment 

New  Jersey. — Question:  Several  cars  of  garbanzos  originat-l 
ing  in  Mexico  were  consigned  to  Nogales,  where  shipments  were  i 
inspected  and  destination  changed  to  New  York.  New  bills  of  i 
lading  were  issued  at  Nogales,  some  carrying  notation  that  bills  i 
were  issued  in  lieu  of  bills  of  lading  issued  at  point  of  origMl 
others  failing  to  carry  this  notation. 

Would  the   issuance   of  the  new   bills   of   lading   make   thei 
shipment  a  new  one  and  allow  the  application   of  combination  i 
rates,  or  would  the  reconsigning  rules  and  through  rates  apph 
because  of  failure  to  unload  and  reload  the  contents  of  the  cars? 
In   the   event  of  combination   rates,   could   the   carrier   hold   the 
consignee   responsible   for   the   freight    charges   into   Xogali>   it 
order  bill  of  lading  issued   at  Nogales  carried  no  reference  to 
point   of   origin    and   no   advance    charges?     These   goods   weM 
bought  f.  o.  b.  Nogales  and  consignee  does  not  know  who  tn] 
original  shipper  is. 

Answer:     The  taking  out  of  a  new  bill  of  lading  at  the  firsu 
billed  destination  and  the  payment  of  the  freight  charges  ther«M 
does  not,  in   and   of  itself,  determine  whether  a  shipment  has! 
been    reshipped    or   reconsigned.     Its    status   depends    upon   thel 
circumstances  of  the  case  and  the  intention  of  the  parties.   How- 
ever, to  make  a  reshipment  the  shipper  must  first  take  posses 
sion,  either  actual  or  constructive,  of  the  shipment,  at  the  firstl 
destination.     Wood  Butter  Co.  vs.  C.  C.  C.  &  St.  L.,  16  I.  C. 
374;   Memphis  Freight  Bureau  vs  111.  Cent.  R.  R.,  27  I.  C.  c.  1: 
Godwin  vs.  Y.  &  M.  V.  R.  R.,  31  I.  C.  C.  25;  Krauss  Bros.  Lumbeij 
Co.  vs.  N.  C.  &  St.  L.,  36  I.  C.  C.  285;   American  Refining  Col 
vs.  St.  L.  &  S.  F.  Ry.,  50  I.  C.  C.  270.     After  possession  has  beet 
taken  the  shipper  must  forward  his   goods  as  a   new   shiptnen1 
and  under  a  new  contract  entirely   separate   from  the  contract 
covering  the  inbound  movement.     Detroit  Traffic  Assn.  vs.  F.  ! 
&  M.  S.,  21   I.  C.   C.  257;    Zelnicker  Supply  Co.   vs.  M.  K.  A:   T. 
37  I.  C.  C.  615,  and  Reconsignment  Case,  47,  I  C.  C.  590. 

Both  the  Supreme  Court  and  the  Commission  have  held,  i 
a  number  of  cases,  that  the  reforwarding  of  shipments  by  t 
consignee,  in  the  same  cars   (without  unloading)   in  which  tl 
were  received,   to  other  points   of   destination,   does  not    nece? 
sarily  establish   a  continuity   of   movement,  or   prevent    the  re 
shipment  from  having  an  independent   character.     C.   M.   & 
P.  Ry.  vs.  Iowa,  233  U.  S.  334;  G.  C.  &  S.  F.  Ry.  vs.  Texas.  : 
U.  S.  403;   Detroit  Traffic  Association  vs.  L.  S.  &  M.  S.  Ry., 
I.  C.  C.  257;  Merchants  Exchange  of  St.  Louis  vs.  B.  &  O.  R. ! 
34  I.  C.  C.  341,  and  Reconsignment  Case,  53  I.  C.  C.  455. 

If,  however,  the  circumstances  are  such  as  not  to  const itui 
a  reshipment.  then  the  transaction  is  to  be  regarded  as  a 
signment  and  subject  to  the  rules  applicable  thereto.     The 
termining  point  is  whether  or  not  the  carrier  has  in  fact 
formed  a  reconsignment  service  for  which  a  charge  can  be 

A  consignee  is  held  liable  for  freight  charges  on  the  tl 
that,  in   accepting  and  receiving   the   goods,  he   makes   hirr 
a  party  to  the  contract  between  the  consignor  and  the  car 
It  is  said  that  such  action  on  his  part  amounts  to  an  orig 
contract   between   himself   and   the   carrier   to   pay   the   fr 
Penna.   R.  R.  vs.  Titus,  216  N.  Y.  17,  109   N.  E.  857. 

Upon  the  determination  of  the  question  as  to  whether 
movement  from  Nogales  constituted  a  reconsignment  or  a 
shipment  necessarily  depends  the  liability  of  the  consigner 
the  freight  charges  to  that  point. 

Delivery  to  Carrier — What  Constitutes 
Illinois. — Question:     Please  advise  me  if  there  is  any 
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UNITED  AMERICAN  LINES 

INCORPORATED 


Regular 

Sailings 

Frequent 

Sailings 

Prompt 

Sailings 


MR-  TRAFFIC  MANAGER, 
know  the  value  of  regular,  frequent 
and  prompt  sailings,  and  you  take  these 
points  into  consideration  when  choosing 
a  steamship  line  for  your  overseas  ship- 
ments. 


n^HE  UNITED  AMERICAN  LINES 
•*•  offer  you  all  these    shipping   advan- 
tages, and  it  will  be  worth  your  while  to 
bear  our  services  in  mind. 

Schedules  of  sailing  dates  for  our  various 
Services  appear  on  this  page  to-day,  and 
will  appear  in  this  position  regularly  here- 
after. 

We  issue  sailing  cards  monthly  for  your 
convenience;  if  you  are  not  already  on 
our  mailing  list,  write  us  at  one  of  the 
following  addresses: 


Watch  this  space  every  week  for 
our  list  of  sailings 

Joint  Services  with 

Hamburg -American  Line 

NEW  YORK  TO  HAMBURG 

S.S.  VIRGINIAN     Sept.    17 

S.S.  HAWAIIAN    Sept.    24 

S.S.  'MOUNT    CARROLL    Sept.    29 

S.S.  OHEGONIAN     Oct.    1 

S.S.    'BAYERN    ...Oct.    6 

S.S.  'MOUNT  CLINTON    Oct.    13 

S.S.  MYSTIC      , Oct.     15 

S.S.  IPSUICH    Oct.    22 

'Carries    third-class   passengers 
LOADING  PIER  86,   NORTH  RIVER 

PHILADELPHIA  TO  HAMBURG 

S.S.  'DEUTSCHFELD    Sept.   28 

•Via    Baltimore 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.  'CLARKSBURG     Nov.    1 

'Via    Baltimore    and   Norfolk 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  'MOUNT    SEWARD    ...Sept.    26 

•Via  Norfolk 

BALTIMORE  TO  HAMBURG 

S.S.  DEUTSCHFELD    Oct.   8 

NORFOLK  TO  HAMBURG  AND  BREMEN 

S.S.  CLARKSBURG  .  ...Sept.  17 
S.S.  MOUNT  SEWARD  Sept.  30 

NEW  ORLEANS  TO  HAMBURG 

S.S.  HAVELLAND    First  Half  of  Oct. 

S.S.  SACHSENWALD    Second   Half   of    Oi-t. 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swettenhanf,    Singapore,    Balavia, 
Samarang,  Soerabaya 

S.S.  CLEARWATER    Oct.    10 

LOADING  PIER  21,  POUCH  TERMINAL,  CLIFTON,  S.  I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

and  Intermediate  Ports 
100    Al    Steel    Steamers    Under    American    Flag 

S.S.  CLEARWATER     Oct.    10 

LOADING  PIER  21,  POUCH  TERMINAL,  CLIFTON,  S.  I. 

PACIFIC  COAST  TO  EUROPE 

U.   S.   Pacific   Coast   Ports  to  the   Principal   Porte  of   the  United 
Kingdom    and    Continent 

Direct  Fortnightly  Sailings 

INTERCOASTAL   SERVICE 

with  Steamers  of  the 
American  Hawaiian  S.  S,  Co. 

Between  New  York,  Boston,  Philadelphia  and  Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma. 

Sailings  every  Wednesday  from  New  York;  fort- 
nightly from  Boston  and  Philadelphia;  fortnightly 
from  Pacific  Coast  Ports. 


General  Offices:  39  Broadway,  New  York 


Telephone:  Whitehall  1020 


Cable  Address:  "Unamline,  New  York" 


Branch  Office 

40  Central  Street, 

Boston,  Mass. 


Western  Freight  Office 

327  So.  La  Salle  St. 

Chicago,  III. 


Western  Passenger  Office 

156  No.  La  Salle  St., 

Chicago,  111. 


Branch  Office 

Bourse  Building 

Philadelphia 


General  Pacific  Coast  Agents,  WILLIAMS,  DIMOND  &  CO.,  310  Sansome  Street,  San  Francisco 
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governing  the  carrier's  liability  during  the  forty-eight-hour  period 
allowed  for  loading  of  carload  freight  on  carrier's  team  tracks. 

If  you  know  of  any  case  where  a  loss  or  damage  has  oc- 
curred during  the  loading  period  and  prior  to  the  signing  of  the 
bill  of  lading  by  the  carrier,  I  should  be  pleased  to  have  you 
quote  the  same. 

Answer:  If  the  shipment  has  been  accepted  by  the  carrier, 
even  though  the  shipper  has  not  received  a  bill  of  lading  from 
the  carrier,  the  carrier  is  liable  for  loss  or  damage  to  the  ship- 
ment. What  constitutes  acceptance  on  the  part  of  the  carrier 
depends  upon  the  circumstances  of  each  case.  If  the  shipment 
has  been  put  into  the  possession  of  the  carrier  or  its  agent  and 
shipping  directions  have  been  given  the  carrier,  a  complete  de- 
livery has  been  made  to  the  carrier,  even  though  a  bill  of  lading 
has  not  been  issued.  G.  C.  &  S.  P.  vs.  Anderson,  Clayton  &  Co., 
212  S.  W.  814;  G.  H.  &  S.  A.  Ry.  Co.  vs.  Compania  Hulera  De 
MonClova,  204  S.  W.  236;  Dionsse  vs.  American  Express  Co., 
101-A  209.  On  the  other  hand,  it  is  held  that,  notwithstanding 
the  goods  are  in  the  actual  custody  of  the  carrier,  its  liability 
as  such  does  not  attach  before  shipping  directions  have  been 
given,  and  that  its  liability  is  that  of  a  warehouseman  only. 
Basnight  vs.  Atlantic,  etc.,  R.  Co.,  16  S.  E.  323;  American  Lead 
Pencil  Co.  vs.  Nashville,  etc.,  R.  Co.,  134  S.  W.  613. 

Demurrage — Reconsignment   to    Embargoed    Point 

Pennsylvania — Question:  During  the  early  part  of  1917  we 
shipped  some  cars  of  lumber  to  Cape  Charles,  Va.,  to  be  recon- 
signed  on  arrival  to  various  destinations  north  of  that  gateway. 

At  the  time  of  these  shipments  reconsigning  tariffs  of  the 
carrier  contained  no  regulations  governing  application  of  de- 
murrage charges  on  cars  shipped  to  Cape  Charles,  Va.,  for  re- 
consignment  to  other  destinations,  which  proved  to  be  embar- 
goed points  at  the  time  the  cars  arrived  at  Cape  Charles,  and 
which  necessitated  holding  same  at  that  point,  pending  authority 
to  forward  to  final  destination. 

The  Pennsylvania  Railroad  treasury  department  has  pre- 
sented us  with  several  bills  for  demurrage,  which  we  have  de- 
clined to  pay,  as,  under  the  ruling  of  the  Interstate  Commerce 
Commission,  an  opinion  was  expressed  that  these  charges  should 
be  waived  in  view  of  the  fact  that  no  provisions  were  made  in 
the  tariff  to  take  care  of  such  a  situation. 

Can  you  favor  us  with  a  specific  reference  to  the  ruling 
as  handed  down  by  the  Interstate  Commerce  Commission  which 
covers  the  case  in  question? 

Answer:  See  the  cases  of  A.  J.  Higgins  Lumber  &  Export 
'Co.  vs.  N.  O.  G.  N.  R.  R.,  51  I.  C.  C.  214,  and  Henry  G.  Bradston 
vs.  C.  of  Ga.  Ry.  Co.  et  al.,  51  I.  C.  C.  459,  which  hold  that  de- 
murrage charges  cannot  be  collected  under  circumstances  such 
as  referred  to  by  you. 

Abandonment  of  Shipment  Account  of   Damage 

New  York. — Question:  In  connection  with  shipments  arriv- 
ing in  damaged  condition,  it  is  our  understanding  that  it  is  in- 
cumbent upon  the  consignee  to  accept  same  and  dispose  of  the 
damaged  goods  to  the  best  advantage  and  then  enter  claim  with 
the  carrier  for  the  loss  involved. 

Please  be  good  enough  and  advise  whether  we  are  correct 
in  this  respect,  or  if  the  consignee  has  the  privilege  of  rejecting 
the  damaged  shipment  and  entering  corresponding  claim. 

Answer:  The  decided  weight  of  authority  is  to  the  effect 
that  where  goods  are  injured  during  transportation,  or  part  of 
them  are  lost,  the  consignee  cannot  abandon  the  consignment 
and  sue  for  the  full  value,  but  must  accept  the  goods  as  tendered, 
or  the  portion  tendered,  and  sue  for  damages. 


PETITIONS   FOR    REHEARING 

Complainant  in  No.  11459,  A.  M.  Todd  Co.  vs.  Director-Gen- 
eral, Ann  Arbor  et  al.,  has  asked  the  Commission  to  grant  a 
rehearing  and  reargument  in  that  case. 

The  Excelsior  Stove  &  Manufacturing  Co.,  intervener  in 
No.  4800,  Sloss-Sheffleld  Steel  &  Iron  Co.  et  al.  vs.  Louisville  & 
Nashville  et  al.,  has  asked  the  Commission  to  grant  a  rehearing 
therein  for  the  purpose  of  offering  additional  proof  as  to  cer- 
tain shipments. 

Interveners  in  No.  9922,  Lake  Charles  Rice  Milling  Co.  of 
Louisiana  vs.  Abilene  &  Southern,  Director-General  et  al.,  have 
asked  the  Commission  to  grant  a  rehearing  therein  in  so  far 
as  the  opinion  and  order  deals  with  transit  on  rough  rice  from 
California  milled  at  Lake  Charles. 

The  Director-General  has  asked  the  Commission  to  recon- 
sider its  decision  in  No.  11464,  Beaumont  Chamber  of  Commerce 
vs.  Director-General  et  al. 


CENTRAL  NEW  ENGLAND  ABANDONMENT 
The  Commission  has  authorized  the  Central  New  England 
Railway  Company  to  abandon  approximately  1.87  miles  of  rail- 
road, extending  from  the  station  of  Feeding  Hills  in  the  town 
of  Agawam  to  a  point  where  said  line  connects  with  the  Boston 
&  Albany,  both  in  Hampden  county,  Massachusetts.  For  the 
year  1920  the  revenue  derived  from  the  line  to  be  abandoned 
was  $2,686.04  and  the  operating  expenses  were  $41,518.62,  re- 
sulting in  an  operating  loss  of  $38,832.58. 


PENALTY  CHARGE  ON  LUMBER 

The  Traffic   l\'urhl    jr<i\/i/m//e»  Bnrcjit 

That  the  Commission  should  hold  that  the  imposition  of  the 
$10  penalty  charge  on  cars  of  lumber  held  for  reconsigment  was 
and  is  unjust,  unreasonable  and  wholly  arbitrary,  is  the  recom- 
mendation made  in  a  brief  filed  by  Edward  A.  Haid  and  other 
counsel  for  complainant,  in  No.  11818,  American  Wholesale  Lum- 
ber Association  vs.  Director-General,  as  agent,  Aberdeen  &  Rock- 
fish,  et  al.  Counsel  suggest  that  the  Commission  make  33  find- 
ings as  follows: 

1.  Defendants  have  not  sustained  the  burden,   oast  upon    them  hy 
law.  of  justifying  the  reasonableness  of  the  penalty  charge. 

2.  The  penalty  charge  was  and  is  unjust,  unreasonable  and  wholly 
arbitrary. 

3.  T"he    Director   General    and    the   carriers    were    and    are    without 
power  to  assess  penalties  for  the  detention  of  cars  beyond  free  time. 

4.  The    effect   of    the    assessment    of    the    penalty    was    and    is   to 
punish   shippers  and   consignees   for   availing   themselves   of  a   servirti 
which  defendants  offered  them. 

5.  The   assessment   of   the    penalty   in    addition    to    demini -agi  .    re- 
sulted and   results   in   the  imposition   of  a  double   charge    for  a   single 
service. 

6.  As  construed  and  applied  by  defendants,  the  assessment  of  the 
penalty   was  and    is   unlawful   because    it   penalized   and  penalizes  the 
shipper    or    consignee    for    the    disability,    inefficiency    and    neglect   of 
duty  of  defendants. 

7.  That   the   assessment   of   the   penalty   on   curs   which   were   held 
on  account  of  embargoes  was  and  is  unlawful. 

8.  That    embargoes   were    and   are    unlawful    unless    published   and 
filed  with  the  Commission. 

9.  That  the  laying  of  embargoes  without  publication  and  tiling  with 
the  Commission  has   resulted  in    undue  prejudice  and   unjust  discrim- 
ination. 

10.  That    it    is    the    duty    of   common    carriers    to   accept    or   reject! 
reconsigning   instructions   when   offered;    to   hold    the   reconsigning  in-l 
structions   until    the   car   arrives   at   the    reconsigning   point    and   then! 
refuse    to   reconsign    in   accordance   therewith   and   assess   the    penalt;, 
while   awaiting   further   instructions    is   unjust,    unreasonable   and   un- 
lawful. 

11.  That   a  shipment    for  which   a   bill    of   lading   has   been    issuer 
is  not  subject  to  embargoes  subsequently  laid:  and  therefore  to  refuse 
to  reconsign  to  a  point  or  via  a  route  which  was  not  embargoed  wher 
the   shipment  started,    and  assess    the   penalty   while    holding   the  CM 
is  and  was  unjust,  unreasonable  and  unlawful. 

12.  That  during   the  period   of   federal   control   it  was   the  duty   i, 
defendants,   in   the   event,  one    route   was   closed,    to    route    freight  vin 
any  route  over  which   it   might  have   reached   destination;   and    to  fail 
to  do  so  and  hold   the   shipment  and  assess  the  penalty,    was   unjust 
unreasonable  and  unlawful. 

13.  That  subsequent  to  federal   control   it  was   and   is   the  duty  o 
common  carriers,   in  the  event  one   route  was  closed,   to   route   freigh 
via   any    route    over   which    it    might    reach    destination    at    the    join] 
through  rate;  and  to  fail  to  do  so,   hold  the  shipment   and  assess  thy 
penalty,  was  and  is  unjust,  unreasonable  and  unlawful. 

14.  That   when    shipments   have   accumulated   at   a    given    terminal 
on   account   of   embargoes,    strikes,    or   congestion    and    conditions  art! 
from  time  to  time,   or  permanently   relieved,   all   cars  affected   theretvl 
must  be  moved  from  such  terminal  in  the  order  in  which  they,  or  tlul 
reconsigning  instructions  therefor,  were  received;  to  hold  some,  whilj 
moving  those  which  were,  or  the   reconsigning  instructions   1'or  whicll 
were,  received  later  and  assess  the  penalty  thereon,  was  and  is  unjust 
unreasonable  and  unlawful. 

15.  That  where   carriers   fail    to   transport   freight    in    :i    i vascmali; 
or   the   usual   time,    and    as  a   result   thereof   it    becomes    necessary  tl 
change  the  Destination  thereof,  it  is  unjust,  unreasonable  and  unlawfll 
for  the  carrier  to  assess  a  penalty  while  awaiting  disposition. 

16.  That    a   strike    is   a   disability    of    the    carrier   and    if   a   carrie 
cannot    reconsign    on   account    of   a    strike    it    is    unjust.    unreasonaWl 
and    unlawful    to    assess    a   penalty    against    the    shipper    or    consignei 
while  the  car  is  held  on  account  thereof. 

17.  It   is   unlawful    for   common   carriers   to   refuse   to   permit    the-ij 
equipment   to   move  off  their   system    rails;    and    where    oars    ai 
because   of   such    refusal,    it   is    unjust,    unreasonable   and    unlawful  tl 
assess  a  penalty  against  the  shipper  or  consignee. 

18.  Where   the    tariffs   provide    for   only    one    reconsignment    and 
car  has  been  reconsigned  once,  it  is  unjust,  unreasonable  and  in 

to  assess  a  penalty  while  the  car  is  held  at  the  second  destination. 

19.  The  penalty  charge  was  not  and  is  not  applicable  to  ship1 
which  move  from  tlie  original  destination  under  a  new  bill  of  lading. 

20.  The  penalty  charge  was  not  and  is  not  properly   assess.i 
collectible  for  cars  held  on  Sundays  and  holidays. 

21.  Where  through  rates  are  published,  to  which  the  deliver 
terminal  line  is  a  party,  it  is  unlawful  for  the  line  carrier  to  r> 
deliver  a  shipment   to  the   terminal  carrier  or  the   terminal   to  refusl' 
to  receive  the  shipment  from  the  line  carrier  until  all  or  any  p:irt   i 
the  freight  charges  are  paid:  and  where  cars  have  been  held   I 

of  such  refusal  the  assessment  of  a  penalty  against  the  shipper  " 
consignee  was  and  is  unjust,  unreasonable  and  unlawful. 

22.  That  neither  at  the  time  the  penalty  of  $10  per  car  per  <i 
cars  loaded  with  lumber  held  for  reconsignment.  nor  at  any  time  sine 
has  any  emergency  existed  justifying  the  imposition  thereof. 

23.  That    the    imposition    of    the    penalty    has    resulted    and    dot 
result  in  the  restriction  of  the  right  to  reconsign  lumber  and  that  sue 
restriction    is    unduly    preferential    and    subjects    the    reconsiL' 
lumber  to  undue  prejudice  and  disadvantage. 

24.  That  the  imposition  of  the  penalty  gives  to  the  reconsignors  < 
commodities  other  than  lumber  an  undue  and  unreasonable  pn 

and  advantage,  to  the  undue  and  unreasonable  prejudice  and  dis;u! 
vantage  of  those  shippers  of  lumber  whose  shipments  are  held  in  e;ii 
awaiting  reconsignment. 

25.  That  the   imposition   of   the   penalty    is   unjustly    discriminator 
in  favor  of  the  reconsignors  of  other  commodities. 

26.  That  the   imposition  of  the  penalty   gives   to   those   shippers  . 
lumber    and    other    commodities    whose    curs    are    held    for    "shipper 
order,"  an  undue  and   unreasonable  preference  and  advantage,  to  tli 
undue  and  unreasonable  prejudice  and  disadvantage  of  tlio.se  shippei 
of  lumber  whose  shipments  are  held  in  cars  awaiting  reconsignment. 

27.  That   the   imposition    of   the   penalty    was   and    is    unjustly  <li> 
criminatory  in  favor  of  shippers  and  consignees  of  lumber  ami   nth' 
commodities  moving  under  shipper's  order  notify  hills  of  lading  who! 
shipments  were  held  in  cars  awaiting  disposition  orders. 

28.  That  the  imposition  of  the   penalty  gives  to  those  shippers 
lumber   and   other  commodities   whose   cars   are    held    for    leshipme 
an  undue   and  unreasonable   preference   and   advantage,    to    the   und 
and    unreasonable    prejudice    and    disadvantage    of    those    shii 
lumber  whose  shipments  are  held  in  cars  awaiting  reconsignment 

29.  That   the    imposition   of   the    penalty    was    and    is    unjustly  <li 
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EVERY  STEP 

From  Start  to  Finish 

In  Both  Freight  Rate  and 
Classification  Change 


Is  Now  Promptly  Told  of 


In 


The  Traffic  Bulletin 


The  Information  Regularly  Carried  in  This 
Publication  Includes  the  Following: 

1 — Released  Rate  Orders 

2 — Fourth  Section  Orders 

3 — Sixth  Section  Orders 

4 — Investigation  and  Suspension  Orders 

5 — Suspension  Orders  Vacated 

6 — New  Tariffs  and  Supplements  Filed  with  the  I.  C.  C. 

7— Tariffs  Rejected  by  the  I.  C.  C. 

8— Express  Tariffs  Filed  with  the  I.  C.  C. 

9 — Shipping  Board  Tariffs 
10 — Adoption  Notices 
11 — Central  Freight  Association  Docket 
12 — Central  Freight  Association  Hearings 
13— C.  F.  A.  Coal,  Coke  and  Iron  Ore  Docket 
14 — C.  F.  A.  Coal,  Coke  and  Iron  Ore  Hearings 
15 — Illinois  Freight  Association  Docket 
16 — National  Perishable  Freight  Committee  Docket 
17 — New  England  Freight  Association  Docket 
18 — New  England  Freight  Association  Hearings 
19 — Southern  Rate  Committee  Docket 
20 — Southwestern  Freight  Bureau  Docket 
21 — Southwestern  Freight  Bureau  Hearings 
22 — Texas  Tariff  Bureau  Docket 
23 — Texas  Tariff  Bureau  Hearings 
24 — Trunk  Line  Association  Docket 
25 — Trunk  Line  Association  Hearings 
26— Trunk  Line  Coal  and  Coke  Docket 
27 — Trunk  Line  Coal  and  Coke  Hearings 
28— Western  Trunk  Line  Docket 
29 — Western  Trunk  Line  Hearings 
30 — Western  Trunk  Line  Dispositions. 
31 — Transcontinental  Freight  Bureau  Docket. 
32 — Southern   Ports  Foreign   Freight  Docket. 
33 — Consolidated  Classification  Docket 
31 — Embargo   Notices,   Modifications  and  Cancellations 
:!.">     Steamship  Sailings 
36 — Express  Classification  Docket 

Samples  and  full  information  free  on  requeft 

The  Traffic  Service  Corporation 

Publishers  THE  TRAFFIC  WORLD 

418  South  Market  St.,  Chicago 


NEW  ORLEANS-EUROPE 


Coruniu,     Santander,    Cherbourg, 

.Southampton,  and  Amsterdam,  ria 

Vera  Crux  and  Marina 

Sailing  from   New  Orlmmnm 

S.  S.  HolUndia October  28th 

S.  S.  Zeelandla November  1 1th 

S.  S.  Frimia December  2nd 

Fint,  Mcond  and  third  clmim 

Sailing!  every  three  weeka  there- 
after. Sailing*  subject  to  change 
without  notice. 

F«t  further  p«rl»-ul«ri  ipplj  I* 

THE  STEELE  STEAMSHIP 
LINE.  INC.,  Agenti, 

C30  Common  SlrMt,      Ntw  Orltini,  U. 


V 


cause  the  loaa  of  many  hard 
earned  dollars  to  railroad  corn- 
seed,  food  stuffs  and  package 


BAD  ORDER  CARS 

panics   and   shippers   of   grain, 
goods. 

marvT4-<n    r»r   >wwwc<    w  t\co    r'in   be  saved  by  the  use  of 
MUCH   Of*     llila   LUaa    Kennedy  Car  Liners.     These 
car  liners  practical!}  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

W«?1»JM171W  •3'VC'T171»jf  of  car  Uners  prevent  leakage 
KLNNLIIY  SYalC.nl  in  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
« Mr f  mar  A  VI?  Kennedy  Car  Liners  for  all  cases  of  bad 
WCi  MAHvEi  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Llnera. 

wmrww  m  A/riIT  MiYT  sive  us  an  opportunity  to  submit 
WILL  YOU  NO1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  4.  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


ROUTE  YOUR  CARGO  VIA 

Mobile  rBujfpgrt  r  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL  AND  MANCHESTER 

"EASTERN    SUN"    Doe  Mobile  about  September   18th 

"AFOUNDRIA"    or    Sub Due  Mobile  about  October    21st 

ABERDEEN  AND  LEITH 

"SEEKONK"    or    Sub Due  Mobile  early  September 

ABERDEEN  AND  HULL 

"PASSAIC    BRIDGE"    or    Sub.  Due  Mobile  about  September  20th 

BRISTOL  AND  CARDIFF 
"NESCO"     Due  Mobile  late  August 

LONDON 

"WILDWOOD"    or    Sub , . . .  Due  Mobile  early  September 

"MAIDEN   CREEK"  or  Sub Due  Mobile  about   October    18th 

HAMBURG  AND  BREMEN 


"AFOUNDRIA"    In  port  loading — Sailing  about  Sept.  3rd 

"CLAVARACK"    Due  Mobile  about  September  8th 

"COAHOMA  COUNTY"  or  Sub.  Due  Mobile  about  October  3rd 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 
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criminatory    in    favor    of    those    whose    shipments    were    held    in    ran; 
awaiting  reshipment. 

30  That  the  imposition  of  the  penalty  gives  to  those  shippers  ot 
lumber  and  other  commodities  whose  shipments  are  held  in  cars 
awaiting  payment  of  freight  charges,  an  undue  and  unreasonable  pref- 
erence and  advantage,  to  the  undue  and  unreasonable  prejudice  and 
disadvantage  of  those  whose  shipments  are  held  in  cars  awaiting 
>comi  gmnen^  imposition  of  the  penalty  was  and  is  unjustly  dis- 
criminatory in  favor  of  those  whose  shipments  were  held  in  cars 
awaiting  payment  of  freight  charges. 

32  That  the  imposition  of  the  penalty  gives  to  those  shippers  and 
consignees  who  hold   cars   for  loading,   unloading,   and   other  purposes 
an   undue   and  unreasonable  preference  and  advantage,   to   the   undue 
and    unreasonable    prejudice    and    disadvantage    of    those    shippers    of 
lumber  whose  shipments  are  held  in  cars  awaiting  reconsignment. 

33  That   the   imposition   of   the  penalty   was   and   is   unjustly    dis- 
criminatory in  favor  of   those  shippers  and  consignees  who  hold   cars 
for  loading",  unloading,  and  other  purposes. 

Dismissal  of  the  complaint  is  asked  by  Brown  &  Boyle, 
of  counsel  for  the  National  Retail  Lumber  Dealers'  Association 
and  other  interveners,  in  a  brief  filed  with  the  Commission. 
It  is  contended  in  behalf  of  these  interveners  that  the  record 
shows  clearly  that  the  establishment  and  maintenance  of  the 
$10  a  day  penalty  charge  on  cars  loaded  with  lumber  held  for 
reconsignment  after  48  hours  is  the  exercise  by  the  defendants 
of  a  lawful  right.  It  is  further  contended  that  imposition  of 
the  penalty  has  led  and  will  lead  to  a  wider  distribution  of  cars 
to  those  entitled  to  them  and  that  it  is  a  proper,  reasonable  and 
just  regulation  in  the  interest  of  the  shipping  public. 

"The  penalty,  if  made  permanent,"  counsel  say,  "will  doubt- 
less lead  complainant's  members  to  change  their  lumber  selling 
methods.  If  it  be  withdrawn,  they  will  claim  they  have  ample 
authority  to  hold  cars  as  long  as  they  please  for  the  purpose  of 
conducting  their  business.  It  is  a  fundamental  principle  of 
transportation  that  cars  of  carriers  are  to  be  used  to  move 
freight  and  not  as  warehouses  or  lumber  yards  from  which  the 
freight  is  to  be  sold.  This  principle  certainly  holds  good 
whether  cars  are  plenty  or  few.  Then,  again,  as  a  practical  mat- 
ter, 1he  penalty  cannot  be  canceled  out  of  tariffs  and  restored  to 
them  as  business  falls  or  rises.  Cars  are  transportation  agen- 
cies, and  may  not  be  used  as  storehouses  from  which  to  sell 
the  contents.  This  fundamental  fact  holds  true  whether  there 
is  a  surplus  or  a  shortage  of  cars." 

Counsel  for  the  defendants  in  the  case  ask  that  the  com- 
plaint be  dismissed. 

"About  two-thirds  of  the  record  in  this  case  is  taken  up 
with  an  economic  difference  among  shippers  as  to  the  merits 
from  a  commercial  standpoint  of  the  transit  car  of  lumber," 
counsel  said.  "It  appears  that  this  is  an  acute  question  in  the 
lumber  trade  and  has  long  been  the  subject  of  discussion  in 
that  trade  by  correspondence,  at  committee  meetings,  in  lum- 
ber conventions  and  also  in  the  trade  papers.  It  will  be  appar- 
ent to  the  Commission  that  this  commercial  difficulty  among 
shippers  is  not  a  transportation  matter.  We  assume  it  is  not 
a  matter  over  which  the  Commission  has  jurisdiction.  The 
carriers  are  not  concerned  with  the  controversy.  Members  of 
both  factions  are  shippers  of  lumber  and  as  such  are  entitled 
to  equal  treatment  at  the  hands  of  the  carriers.  There  is  no 
attempt  whatever  in  this  case  by  the  carriers  either  to  withdraw 
the  reconsignment  privilege  or  to  lessen  its  proper  use.  The 
railroads  do  object,  however,  to  the  attempt  on  the  part  of  com- 
plainant and  its  interveners  to  cloud  the  real  issues  in  the  pro- 
ceeding by  the  injection  into  the  case  of  matters  not  germane 
to  the  real  issues,  if  any,  in  the  case,  which  properly  ought  to 
come  before  the  Commission.  The  fact  of  the  matter,  however, 
is  that  the  real  substance  of  the  complaint  in  this  case  is  not 
a  transportation  matter  at  all,  and  was  so  expressly  conceded 
by  counsel  for  the  complainant  in  the  following  words:  'Mr. 
Davies — so  far  as  fairness  is  concerned,  I  am  sick  of  this  camou- 
flage, that  this  is  not  a  competitive  fight,  that  it  is  a  transporta- 
tion fight.  That  is  rot.'  " 

Counsel  said  further  that  the  evidence  was  beyond  denial 
that  the  penalty  has  had  the  effect  of  lessening  car  detention  of 
lumber  and  forest  products  held  under  reconsignment. 

"To  what  then  does  the  complainant's  case  come?"  they 
asked.  "Solely  this — that  a  charge  is  made  of  discrimination 
in  favor  of  cars  held  for  loading  and  unloading  and  against 
cars  held  for  sale  under  reconsignment;  and  also  in  favor  of 
other  cars  loaded  with  other  commodities  as  against  cars  losded 
with  lumber  and  forest  products." 


RAILROAD  REVENUES 

The    Traffic    World    Washington    Bureau 

A  statement  on  revenue  traffic  statistics  of  class  1  roads 
issued  by  the  Commission  shows  that  in  the  six  months  ended 
with  June  freight  revenue  aggregated  $1,863,836.308  as  compared 
with  $1,860,948,323  in  the  first  six  months  of  1920.  In  the  month 
of  June,  freight  revenue  totaled  $320,847,236  as  against  $339,- 
959  553  in  June,  1920.  Passenger  revenue  in  the  six  months 
ended  with  June  totaled  $573,234,211  as  against  $564,586,242  in 
the  first  six  months  of  1920  and  in  June,  $99,422,503  as  against 
$107,088,605  in  June,  1920. 

Revenue  tons  of  freight  carried  in  the  first  six  .months  of 
1921  amounted  to  779,360,000  as  against  1,020,118,000  in  the  same 
period  of  1920.  In  June  alone,  revenue  tons  totaled  137,996,000 
as  against  191,555,000  in  June,  1920. 

The  number  of  revenue  passengers  dropped  from  595,771,001 
in  the  first  six  months  of  1920  to  522,195,000  in  the  first  six 
months  of  1921,  and  from  102,055,000  in  June,  1920,  to  84,168,000 
in  June,  1921. 

THE  CURE  FOR  HIGH  PRICES 

The  Traffic   World   Washington  ISurcau 

Transportation  costs,  as  well  as  all  other  costs  that  go  to 
make  up  retail  prices,  are  to  be  reduced  if  prices  are  to  be 
lowered,  and  jailing  of  the  profiteer  will  not  solve  the  problem, 
according  to  Representative  Sydney  Anderson,  chairman  of  the 
joint  commission  of  agricultural  inquiry,  by  which  a  study  of 
transportation  costs  is  being  made. 

"There  is  a  popular  impression  that  the  way  to  reach  prices 
and  reduce  them  is  to  find  the  'profiteer'  and  hang  him,"  said 
he.  "The  profiteers  constitute  a  relatively  small  part  of  the  vast 
number  of  people  who  contribute  materials  and  services  that 
go  to  make  the  price  that  the  consumer  pays.  Putting  profiteers 
in  jail  will  not  solve  the  problem  of  the  high  cost  of  living. 

"The  consumer's  price  is  not  just  a  price;  it  Is  a  composite 
of  thousands  of  prices.  For  instance,  the  price  which  the  consumer 
pays  at  the  fruit  stand  for  an  apple  is  a  composite  of  hundreds 
and  thousands  of  other  prices.  It  includes  the  cost  of  growing 
the  trees,  of  pruning,  of  spraying,  of  packing  the  apples,  and 
grading;  the  cost  of  the  box,  the  services  of  the  people  who  pro- 
duced it,  the  cost  of  the  services  of  transportation,  including 
the  wages  of  the  engineer,  fireman,  brakeman  and  conductor, 
the  cost  of  the  steel  rails  and  ties,  engines  and  freight  cars, 
the  cost  of  maintenance  of  the  railway,  repair  shops,  the  cost 
of  the  truck  from  the  depot  to  the  wholesaler  and  the  wages 
of  the  man  who  drives  it,  the  costs  of  wholesaling,  including 
waste,  losses  and  delivery  to  the  retailer,  the  hire  of  clerks 
rent,  insurance,  storage  and  thousands  of  other  items. 

"Prices  would  not  be  much  reduced  by  taking  10  or  20  or 
even  50  per  cent  off  the  profits  of  the  retailer,  the  wholesaler 
or  producer,  if  he  is  fortunate  enough  to  make  anything.  Some- 
tiling  must  come  off  of  each  of  the  thousands  of  costs  of  materials 
and  services  that  go  to  make  the  price  the  consumer  pays.  This 
cannot  come  from  waving  the  magic  wand  or  uttering  a 
cabalistic  sentences  about  putting  profiteers  in  jail.  It  must 
come  through  the  slower  development  of  cutting  costs  every- 
where, by  better  and  more  economical  methods  of  production, 
grading  and  handling,  by  more  efficient  and  cheaper  transpor- 
tation, by  improving  distribution,  by  more  effective  relating  "i 
production  to  markets,  by  more  frequent  turnovers,  by  betti 
business  methods,  by  great  economy  and  discrimination  on  tl 
part  part  of  the  buying  public,  by  everybody  taking  his  slum 
of  the  loss  and  being  willing  to  take  somewhat  lower  profits. 
"This  will  diminish  the  spread  between  the  producer  and 
consumer,  and  bring  down  the  general  level  of  consumers'  prices. 
So  also,  this  will  tend  to  establish  a  more  staple  level  of  ;  > 
and  a  more  just  distribution  of  the  final  price  among  those 
who  render  the  services  or  produce  the  materials  that  go  to 
make  it. 

"The  essential  of  such  a  program  is  a  better  understands! 
c,n   the  part  of  everybody  concerned  of  the  problem   itself,  and 
a  keener  appreciation  of  his  relation  to  that  problem.     This 
essentially   a   matter  of   education,   rather   than   of   legislation." 


RATES  TO  ST.  PAUL 

The    Tragic    World    Washington    Bureau 

The  Commission,  September  15,  declined  to  suspend  Curlett's 
T.  C.  C.  62,  effective  September  27,  proposing  changes  in  differen- 
tials in  rail-lake-and-rail  class  rates  under  all-rail  rates  from 
Trunk  Line  Territory  to  St.  Paul,  Minn.  Existing  differentials 
under  all  rail  rates  are  as  follows;  First  class,  14  cents;  second, 
11  cents;  third,  S'/2  cents;  fourth  and  fifth,  5;/  cents;  sixth,  < 
cents.  The  proposed  differentials  follow:  First  class,  13  cents; 
second,  11  cents;  third,  9  cents;  fourth,  fifth,  and  sixth,  5  cents. 
The  St.  Paul  Association  of  Public  and  Business  Affairs  protested 
against  the  changes. 


NEW   YORK   CENTRAL   BONDS 
The  New  York  Central  has  applied  to  the  Commission  for 
authority   to   issue   not   exceeding  $19,500,000   of   its   6   per  cer 
refunding  and  improvement  mortgage  bonds,  which   it  proposes 
to  pledge  with  the  Director-General  of  Railroads,  as  security 
a   promissory    note   given    by   the   company   in    payment    of 
company's    indebtedness    to    the    government    for   additions   ! 
betterments  costing  $19,500,000  during  the  period  of  federal  cor 
trol.     The   note,   for  $19,500,000,   bears   6  per  cent  interes 
is   payable   on   demand,   according  to   the  application, 
of  the  Railroad  Administration  said  the  demand  note  taken 
the  Director-General  was  not  to  be  regarded  as  permanent  1 
ing  of  the  New  York  Central's   indebtedness  for  additions 
betterments.     The    company   and   the   Director-General 
ducting  negotiations  looking  to  a  final  settlement  for  the  per 
of  federal  control. 
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A  Shipping  Question 

10,000  low  grade  tags  cost  $20.00 
10,000  best  quality  tags  cost  $37.50 
If  the  Strong  Shipping  Tags 
prevent  the  loss  of  just  five  (5) 
shipments   out  of  the    10,000  — 

Are  they  not  the  Better  Buy? 

Write  for  Samples  and  Price* 


Dept.  TW  Framing-ham,  Mass. 

Safes  Offices  in  34  Large  Cities 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  S.-immis 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


North  China  Line 

(Columbia  Pacific  Shipping  Company) 
OF 

PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 

Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fla*  A-l  Steel  Steamers) 


SS  "WEST  KADER" 
SS  "WEST  KEATS" 
SS  "WEST  NIVARIA" 
SS  "VINITA" 


September  19 
October  10 
October  31 
November  21 


Transhipment  at   Shanghai   to   American    River   steamers   for 

Nanking.    Pukow,    Hankow    and     other     open 

Yangtze  River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick.  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

G«t  Into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receive*  124,008. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  (2,600  to  $10,000  a  year.  The  work  Is 
fascinating  and  intensely  interesting  and  the  reward*  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  these 
big  pay  jobs! 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  in  sn 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  w«  have  done  for  hundreds  of  •«*- 
cessful  members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  import*  DO*. 
Don't  delay  I  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  29-C  4043  Drexel  Blvd.,  Chicago,   III. 
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WESTERN  LIVE  STOCK  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission,  September  13,  in  authorizing  the  western 
carriers  to  make  effective,  September  20,  rates  on  live  stock 
to  conform  with  the  decision  in  the  western  live  stock  case, 
issued  a  statement  through  Secretary  McGinty  that  it  was  the 
hope  of  the  Commission  that  the  reduced  rates  would  prove  of 
material  benefit  to  the  western  live  stock  raisers.  The  state- 
ment follows: 

The  Interstate  Commerce  Commission  today  granted  the  western 
carriers  authority  to  waive  the  usual  tariff  rules  requiring  publication 
of  specific  rates  in  order  to  permit  reduced  rates  on  livestock  in  the 
west  to  become  effective  September  20.  In  its  opinion  in  the  Western 
Livestock  Investigation,  the  Commission  recommended  that  western 
carriers  reduce  all  rates  on  cattle,  hogs  and  sheep,  in  carloads,  in  the 
territory  on  and  west  of  the  Mississippi  River  and  Chicago  now  higher 
than  50  cents  per  100  pounds  by  20  per  cent,  except  that  no  rates  need 
be  reduced  below  50  cents. 

Under  the  new  tariffs,  to  become  effective  September  20,  prac- 
tically all  rates  from  points  west  of  the  Missouri  River  to  Chicago 
and  from  all  points  west  of  the  Rocky  Mountains  to  the  Missouri 
River  will  be  reduced  in  amounts  ranging  from  1  to  25  cents  per  100 
pounds.  Similar  reductions  in  all  other  rates  now  higher  than  50  cents 
per  100  pounds  are  to  be  made.  In  many  cases  the  entire  increase 
made  in  August,  1920,  will  be  eliminated  by  the  new  tariffs.  The 
amount  of  reduction  in  the  carriers'  annual  revenue  which  will  result 
is  not  definitely  known,  but  has  been  estimated  to  be  upwards  of 
$10,000,000.  It  is  the  hope  of  the  Commission  that  the  reduced  rates 
will  prove  of  material  benefit  to  the  western  live  stock  raisers,  who 
have  been  heavily  affected  by  the  rapid  decline  in  livestock  prices 
since  July,  1920. 

The  carriers  have  informed  the  Commission  that  they  would 
publish  the  rates  to  expire  December  31.  In  its  order  author- 
izing the  carriers  to  waive  the  usual  tariff  rules  the  Commission 
made  no  mention  of  an  expiration  date,  but  the  carriers  may 
fix  an  expiration  date. 


COST  OF  HANDLING  GRAIN 

The  Traffic   World    Washington  Bureau 

Investigations  as  to  the  comparative  cost  of  unloading  bulk 
and  sacked  grain  from  railroad  cars  at  a  modern  terminal  ele- 
vator located  at  Portland,  Ore.,  conducted  by  the  grain  division 
of  the  Bureau  of  Markets  and  Crop  Estimates,  United  States 
Department  of  Agriculture,  show  that  it  costs  over  four  times 
as  much  to  unload  a  car  of  sacked  grain  as  to  does  to  unload 
a  car  of  bulk  grain.  The  costs  are  figured  on  the  basis  of  labor 
charges  at  80  cents  per  hour  and  power  charges  at  1%  cents 
per  horsepower  per  hour.  Power  was  used  in  spotting  the  cars 
at  the  elevator  and  in  working  the  power  shovels  when  unload- 
ing bulk  grain. 

.The  distribution  of  the  average  time  required  to  unload  the 
cars  and  the  average  costs  is  shown  in  the  following  table: 

BULK— AVERAGE  TONNAGE  PER   CAR.   40.8. 

Minutes. 

Spotting  car    3.4 

Breaking  out    11.0 

Handling  grain    21.0 

Cleaning   out   car.  .t 10.2 


Totals    45. (i 

SACK— AVKKAGK  TONNAGE  1'KK  CAK,    10.1. 

liinutea, 

Spotting  car    1.5 

Breaking  out   2.5 

Handling  gr.-un    11(1.1 

Cleaning    nut   car 2(i.O 


Cost. 

$0.153 
.245 
.602 
.452 

$1.45 


Totals 


Cost. 

$0.078 

.10 

4.66 

1.04 

$5.87 


These  figures  include  the  time  required  and  the  cost  of  un- 
loading the  cars  only  and  do  not  include  the  time  or  cost  re- 
quired for  elevating  or  weighing  the  grain  in  (he  elevator. 


REDUCTION  ON  SAND,  GRAVEL,  ETC. 

The  Traffic   World   Washington  Bureau 

Substitution  of  a  15  per  cent  increase  in  the  rales  on  sand, 
gravel  and  crushed  stone  moving  wholly  between  points  in  east- 
ern trunk  line  territory,  for  the  40  per  cent  increase  which  has 
been  in  effect  under  Ex  Parte  74,  was  authorized  by  the  Com- 
mission, September  10.  In  other  words,  the  rates  will  be  15  per 
cent  higher  than  those  in  effect  prior  to  August  26,  1920,  when 
the  increased  rates  under  Ex  Parte  74  became  effective.  The 
reduced  rates  will  be  effective  October  1. 

The  application  to  make  the  reductions  on  five  days'  notice 
was  made  by  Collier  for  the  carriers  in  trunk  line  territory. 
The  application  was  granted  by  the  Commission  almost  imme- 
diately on  its  receipt.  The  step  was  taken  by  the  carriers,  it 
was  said,  with  a  view  to  increasing  the  movement  of  sand, 
gravel  and  crushed  stone.  It  was  not  believed  at  the  Commis- 
sion that  the  application  presaged  the  making  of  similar  appli- 
cations for  other  territory. 

The  reductions,  it  was  explained,  will  apply  only  between 
points  in  Eastern  Trunk  Line  territory,  including  the  states  of 
Pennsylvania,  New  Jersey,  Delaware,  Maryland  and  parts  of 
West  Virginia  and  Virginia,  and  not  on  shipments  moving  into 
or  out  of  that  territory. 


The  following  statement  for  the  press  was  issued  by  Secre- 
tary G.  B.  McGinty: 

The  Interstate  Commerce  Commission  today  approved  applica- 
tions of  carriers  in  eastern  trunk  line  territory  for  authority  to  make 
heavy  reductions  on  five  days'  notice  in  rates  on  sand,  gravel  and 
crushed  stone,  applicable  upon  interstate  traffic  between  practically 
all  points  in  trunk  line  territory,  including  Pennsylvania,  New  Jersey, 
Delaware,  Maryland  and  portions  of  West  Virginia  and  Virginia. 

The  new  rates  are  to  be  published  to  become  effective  October  1 
and  constitute  material  reductions  under  the  rates  now  in  effect.  The 
basis  to  be  employed  in  constructing  the  new  rates  is  15  per  cent 
higher  than  the  rates  in  effect  prior  to  the  general  increase  of 
August,  1920,  thus  substituting  a  15  per  cent  increase  for  a  40  per 
cent  increase. 

A  large  volume  of  movement  of  these  commodities  for  roads, 
buildings  and  other  construction  work,  will  be  affected,  and  it  is 
expected  that  the  annual  reduction  in  transportation  charges  will  be 
much  in  excess  of  a  million  dollars. 


COSTS  OF  TRAIN  SERVICE 

The    Traffic    World    Washington   Bureau 

A  statement  on  freight  and  passenger  train  service  unit 
costs,  based  on  selected  expense  accounts,  for  class  1  roads,  issued 
by  the  bureau  of  statistics  of  the  Commission,  shows  that  the 
cost  per  freight-train  mile  in  the  six  months  ended  with  June 
was  $1.95  as  compared  with  $1.856  in  the  same  period  of  1920, 
and  that  cost  of  coal  per  net  ton  averaged  $4.43  in  the  first  six 
months  of  1921  as  against  $3.72  in  the  corresponding  period  of 
1920.  In  the  month  of  June  the  cost  per  freight-train  mile 
dropped  to  $1.753,  as  compared  with  $1.89  in  June,  1920,  and  the 
average  cost  of  coal  per  net  ton  was  $4.07  as  against  $4.03  in 
June,  1920. 

The  average  cost  per  passenger-train  mile  for  the  six  months 
was  $1.070  as  against  $1.010  in  the  first  six  months  of  1920.  In 
June  the  cost  per  passenger  train-mile  was  98.4  cents  as  against 
$1.033  in  June,  1920. 


THE  FORD  BID  FOR  COAL  TONNAGE 

A  recent  press  dispatch  from  Crawfordsville,  Ind.,  stated 
that  Henry  Ford  had  underbid  the  Monon  69  cents  a  ton  on 
hauling  coal  for  the  U.  S.  Steel  Corporation  from  Lynch,  Ky., 
to  Gary,  Ind.,  and  that  the  Ford  bid  averaged  about  $5,000  a 
day  below  that  of  the  Monon.  It  was  stated  that  when  the 
contract  became  effective,  about  150  cars  of  coal  would  be  routed 
daily  through  Ohio.  This  is  pointed  to  as  another  illustration 
of  tne  false  ideas  that  are  in  circulation  with  respect  to  Henry 
Ford  and  his  operation  of  the  D.  T.  and  I.,  the  probability  being 
that  the  newspaper  man  who  learned  at  Crawfordsville  that 
the  Monon  was  losing  this  coal,  jumped  to  the  conclusion  that 
the  D.  T.  and  I.  was  getting  it  because  of  its  much  advertised 
reduction  in  rates  which  is  not  the  case.  The  matter  is  ex- 
plained as  follows: 

Railroads  do  not  underbid  each  other  in  the  matter  of 
freight  rates,  but  Henry  Ford  is  an  exception  and  has  reduced 
his  local  freight  rates  20  per  cent  and  is  trying  to  induce  his 
connections  to  join  in  a  corresponding  reduction,  which  would 
mean  an  enormous  saving  in  freight  charges  on  Ford  shipments. 
In  other  words,  he  is  using  his  railroad  to  bring  about  lower 
costs  to  the  Ford  company.  The  Monon  was  handling  consid- 
erable coal  from  Lynch,  Ky.,  via  the  L.  &  N.  and  Louisville  to 
the  Gary  plant  of  the  United  States  Steel  Corporation.  This 
has  been  diverted  to  the  route  through  Cincinnati,  B.  &  0.  to 
Toledo,  thence  via  vessel  to  Gary,  because  of  a  reduction  in  the 
rate  on  coal  to  Lake  Erie  ports  applicable  on  lake  transship- 
ments, with  which,  however,  the  D.  T.  &  I.  had  nothing  to  do, 
but  which  came  about  in  this  way: 

Tn  the  Spring,  the  usual  propaganda  (hat  occurs  every 
season  to  move  coal  up  the  lakes  to  Lake  Superior  and  northern 
Lake  Michigan  ports  for  transshipment  into  the  Northwest,  arose 
and  gained  momentum,  it  being  urged  that,  by  reason  of  the 
dearth  of  traffic,  it  would  be  a  splendid  idea  to  utilize  the  idle 
coal  equipment  of  the  eastern  railroads  for  the  carrying  of 
coal  to  Lake  Erie  ports  for  transshipment  to  the  Northwest,  but 
that,  in  order  to  induce  immediate  movement,  it  would  be  neces- 
sary to  lessen  the  rate  somewhat.  The  rate,  on  recommenda- 
tion of  the  Commission,  was  reduced  28  cents  a  ton.  Large 
quantities  of  coal  were  moved  to  the  upper  lake  ports,  much  of 
which,  it  is  stated,  is  still  at  the  docks  awaiting  transshipment 
by  rail  westward  into  the  interior. 

The  reduction  of  28  cents  on  coal  moving  via  Lake  Krir 
ports  to  the  Northwest  was  recently  followed  by  a  lessening  of 
the  rate  via  lake  to  the  Chicago  district,  on  the  theory  that 
the  lines  leading  to  Lake  Erie  ports  could  not  justify  a  lower 
rate  on  coal  for  the  Northwest  via  lake  than  when  moving  via 
lake  for  the  Chicago  district.  This  made  the  differential  in 
favor  of  the  lake  route  from  the  coal  producing  sections  in  West 
Virginia,  Pennsylvania,  Kentucky,  etc.,  sufficient  to  induce  the 
movement  of  coal  for  the  United  States  Steel  Corporation  via 
rail  to  Toledo,  thence  via  vessel  to  Gary.  But  the  Baltimore  & 
Ohio  is  getting  it— not  the  D.  T.  &  I.,  which  could  not  handle 
it.  It  does  not  reach  Cincinnati,  and  only  reaches  Toledo  from 
the  north.  Furthermore,  the  D.  T.  &  I.  has  no  facilities  at 
Toledo  for  the  transfer  of  coal  from  cars  to  boats. 
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HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 

Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 

OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General   Transfer  and   Storage   Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stooks, 
Storage  Accounts  ami  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


THOROUGHNESS 


In  the  tracing,  booking  and  forwarding 
of  your  commodities,  thoroughness  in 
the  first  operation  eliminates  entirely 
such  possibilities  as  delays,  rejections 
and  expenses  incident  thereto. 

Thoroughness  is  a  big  word  and  in 
executing  a  service  such  as  the  word, 
implies,  broad  experience  and  an  ample 
force  are  necessary. 

Regardless  of  the  commodity  which 
you  are  exporting,  or  contemplate  ex- 
porting, through  Gulf  ports,  suppose 
you  consult  us  as  to  Richeson  Service. 

THE  W.  L.  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 

Export  Shipping  for  Account  of  Principals  Throughout  the  World 

613  to  621  Whitney-Central  Bldg. 
NEW  ORLEANS 


New  York  Office: 
401   Produce  Exchange 


Galveston  Office: 
810-12  American  Nat'l  Ins.    Bid,-. 


Direct  Private  Wire  Service  Between  All  Offices 


Ft.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all    Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,     GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Fl.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Cipilil 
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TRACKAGE  ARRANGEMENT  INQUIRY 

The  Traffic  World  Washington  Bureau 

The  Commission  has  instituted  an  investigation  in  No.  13078, 
in  re  trackage  arrangements  between  the  Bingham  &  Garfield 
Railway  Company  and  the  Utah  Copper  Company,  with  a  view  to 
determining  the  effect  of  trackage  agreements  and  arrangements 
under  which  the  Bingham  &  Garfield  Railway  permits  the  copper 
company  to  use  the  main  line  tracks  of  the  railway  company  for 
the  transportation  of  ore,  from  the  copper  company's  mine  near 
Bingham,  Utah,  and  also  permits  the  copper  company  to  use 
certain  tracks  of  the  railway  company  in  and  about  the  mine  of 
the  copper  company  in  and  about  the  mine  of  the  West  Moun- 
tain mining  district  in  Salt  Lake  county,  Utah,  for  the  trans- 
poration  of  freight  in  cars  and  equipment  and  with  motive  power 
of  the  copper  company.  The -arrangements  and  agreements  have 
been  brought  to  the  attention  of  the  Commission  and  the  inquiry 
was  ordered  to  determine  "the  effect  of  said  agreements  and 
arrangements  upon  the  net  railway  operating  income  of  the 
railway  company  and  upon  the  funds  of  the  railway  company 
available,  or  which  may  become  available,  for  recovery  by  this 
Commission  under  section  15a  (6)  of  the  interstate  commerce 
act,  and  with  a  view  to  determining  further,  whether  said  track- 
age agreements  and  arrangements  do,  or  may,  result  in  any 
undue  or  unreasonable  preference  or  advantage  to  any  particular 
person,  company,  firm,  corporation  or  locality  or  any  particular 
description  of  traffic  in  any  respect  whatever,  or  subject  any 
particular  person,  company,  firm,  corporation  or  locality  or  any 
particular  description  of  traffic  to  any  undue  prejudice  or  disad- 
vantage, in  any  respect  whatever  in  violation  of  section  3  of 
the  interstate  commerce  act,  or  result  in  any  undue  or  unrea- 
sonable advantage,  preference  or  prejudice  as  between  persons 
or  localities  in  intrastate  commerce  on  the  one  hand  and  inter- 
state or  foreign  commerce  on  the  other,  or  any  undue,  unrea- 
sonable or  unjust  discrimination  against  interstate  or  foreign 
commerce  in  violation  of  section  13  of  the  interstate  commerce 
act,  or  are  otherwise  in  violation  of  the  interstate  commerce 
act." 


COAL  PRODUCTION  REPORT 

The   Traffic   World    Washington  Bureau 

Reduction  in  the  amount  of  bituminous  ceal  moving  up  the 
Great  Lakes  and  the  labor  disturbances  in  southern  West  Vir- 
ginia were  among  the  factors  contributing  to  a  decline  in  output 
in  the  week  ended  September  3  when  the  production  of  soft 
coal  was  7,571,000  net  tons,  a  decrease  of  nearly  200,000  tons 
when  compared  with  the  preceding  week,  the  Geological  Sur- 
vey said  in  its  weekly  statement  under  date  of  September  10. 
There  will  be  a  sharp  drop  in  the  total  for  the  week  ended 
September  10,  it  was  pointed  out,  on  account  of  the  Labor  Day 
holiday. 

The  total  production  of  soft  coal  for  the  year  will  be  less 
than  400,000,000  tons,  the  Survey  said,  if  the  remaining  four 
months  of  1921  yield  no  greater  output  than  the  first  eight 
months  of  the  year.  Compared  with  the  average  of  the  eight 
years  preceding,  1921  is  62  million  tons  in  arrears  and  is  stead- 
ily falling  still  further  behind,  the  report  stated. 

Rail  shipments  to  New  England,  exports,  lake  shipments, 
and  tidewater  statistics  were  commented  upon  as  follows  by  the 
Survey: 

"No  change  marked  the  all-rail  movement  to  New  England 
in  the  first  week  of  September.  Reports  show  that  2,479  cars 
of  anthracite  and  2,580  cars  of  bituminous  coal  were  forwarded 
over  the  Hudson  against  2,475  and  2,670  cars,  respectively,  in 
the  preceding  week.  In  the  corresponding  week  of  1920,  the 
movement  was  heavy,  consisting  of  3,531  cars  of  anthracite  and 
5,450  cars  of  bituminous  coal. 

"Owing  to  the  continued  weakening  of  foreign  demand,  the 
movement  of  soft  coal  to  tide  fell  off  sharply  during  August. 
Final  reports  show  that  total  dumpings  were  2,902,000  net  tons, 
a  decrease  when  compared  with  the  July  figure  of  699,000  tons 
or  19.4  per  cent.  Of  the  total  dumped,  438,000  tons  were  for 
export  and  675,000  tons  for  foreign  bunkers.  The  total  tonnage 
for  foreign  account  was  1,131,000  less  than  in  July.  New  Eng- 
land shipments  increased  from  673,000  tons  in  July  to  898,000  in 
August.  Cumulative  dumpings  during  the  first  eight  months  of 
1921  stand  at  27,099,000  net  tons  against  33,507,000  tons  in  1920. 

"The  export  movement  of  soft  coal  from  Hampton  Roads 
changed  but  little  in  the  week  ended  September  3.  Total  dump- 
ings for  foreign  account  were  85,649  net  tons,  against  83,628 
tons  in  the  last  week  in  August. 

"The  improvement  in  Lake  movement  of  bituminous  coal 
in  the  last  week  in  July  was  but  temporary,  and  dumpings  at 
Lake  Erie  ports  again  declined  in  the  week  ended  September  4. 
As  reported  by  the  Ore  and  Coal  Exchange,  the  total  for  the 
week  was  588,124  net  tons,  of  which  566,574  tons  was  cargo 
coal  and  21,550  vessel  fuel.  When  compared  with  the  preced- 
ing week,  this  was  a  decrease  of  123,940  tons. 

"The  cumulative  Lake  movement  from  the  opening  of  the 
season  now  stands  at  16,739,353  net  tons.  Owing  to  the  heavy 
dumpings  early  in  the  season,  the  record  for  1921  is  well  ahead 


of  1920,  and  exceeds  1919  by  nearly  400,000  tons,  but  because 
of  the  decline  of  recent  weeks,  it  is  now  a  million  and  a  quar- 
ter tons  behind  1918. 

"August  receipts  at  Duluth-Superior  harbor  were  marked 
by  a  decline  in  bituminous  coal  but  an  increase  in  anthracite. 
Reports  from  the  United  States  Engineer  Officer  show  that  1,- 
068,555  tons  of  soft  coal  were  unloaded,  a  decrease  when  com- 
pared with  July  of  582,074  tons,  or  29  per  cent.  Anthracite  re- 
ceipts, however,  increased  from  339,383  net  tons  in  July  to  418,- 
238  tons  in  August.  Total  receipts — 1,486,793  tons— were  less 
by  503,  219  tons  than  those  of  the  preceding  month. 

"Cumulative  receipts  of  all  coal  for  1921  to  date  stand  at 
7,720,428  net  tons,  a  figure  substantially  in  excess  of  any  recent 
year.  The  year  1921  is  even  1,810,000  tons  ahead  of  1919,  when, 
as  now,  the  Lake  movement  was  particularly  heavy  early  in  the 
season." 


ABSORPTION   OF  SWITCHING   CHARGES 

No  new  evidence  as  to  the  facts  in  the  case  was  Introduced 
at  the  further  hearing  on  docket  No.  11105,  The  United  Chemical 
and  Organic  Products  Company  vs.  Indiana  Harbor  Belt  et  al., 
before  Examiner  Wilson,  in  Chicago,  September  12.  The  case 
was  reopened  at  the  request  of  the  defendants  for  the  expressed 
purpose  of  refuting  statements  made  by  complainant's  witness  at 
the  original  hearing  with  regard  to  certain  verbal  agreements 
alleged  to  have  been  entered  into  by  G.  H.  Ingalls,  vice-presi- 
dent of  the  New  York  Central  system,  of  which  the  belt  line  is 
a  part. 

The  case  involves  allowances  for  spotting  and  switch  ins 
at  the  plants  of  the  complaining  company  and  the  Central  Chem- 
ical Company,  located  adjacent  to  each  other  at  West  Hammond, 
Ind.  On  the  showing  made  by  the  complainants  at  the  original 
hearing  in  March,  1920,  the  principal  point  of  which  was  the 
unrefuted  allegation  that  Mr.  Ingalls  had  agreed  to  absorb  the 
cost  of  switching  and  had  furnished  to  the  complainant  blanks 
on  which  to  keep  cost  figures  so  as  to  know  what  would  be  a 
reasonable  allowance,  the  Commission  entered  a  finding  of  un- 
reasonableness (60  I.  C.  C.,  523-6)  and  agreed  to  enter  an  order 
of  reparation  on  the  presentation  of  certain  information.  Subse- 
quently, the  defendants  asked  for  a  reopening. 

When  the  case  was  called,  however,  L.  P._  Day,  railroad 
attorney,  requested  a  postponement.  He  said  Mr.'  Ingalls  was  in 
New  York  and  would  not  be  free  to  come  to  Chicago  to  testify 
for  a  month  or  more.  Opposing  attorneys  objected  to  further 
delay,  pointing  to  the  fact  that  a  four  day  recess  had  been 
granted  at  the  original  hearing  for  the  purpose  of  producing 
Mr.  Ingalls,  which  had  also  been  fruitless.  On  the  prayer  of 
Elias  Mayer,  attorney  for  the  chemical  company,  the  examiner 
allowed  the  complainants  to  proceed  with  the  proof  suggested  by 
the  Commission  as  necessary  in  order  to  obtain  an  order  of 
reparation. 

The  compilations  introduced  showed  mainly  that  the  total 
reparation  claimed  was  nearly  $27,000.  Aside  from  that  fact, 
the  portion  of  switching  expense  borne  by  the  Central  Chemical 
Company  was  set  forth  as  bearing  on  what  portion  of  this 
reparation  would  eventually  go  to  that  company.  Tariffs  ad- 
justing the  matter  have  been  issued  by  the  Indiana  Harbor  and 
the  B.  &  O.  Chicago  Terminal,  both  effective  October  1,  1921. 

LOCOMOTIVE  AND  FREIGHT-CAR  EQUIPMENT 
While  there  has  been  a  substantial  net  increase  in  the  num- 
ber of  locomotives  on  class  1  railroads  in  the  last  three  years,  the1 
net  addition  to  freight-car  equipment  in  the  same  period  is  only 
6,000  cars.  In  1920  the  number  added  was  less  than  the  number 
retired. 

In  five  years,  1912-1916,  the  average  annual  purchase  of 
freight  cars  was  117,144.  Additions  made  in  1918-1920  are  at  the 
rate  of  only  58,370  a  year,  as  shown  by  the  following  table  com- 
piled from  returns  to  the  Interstate  Commerce  Commission: 

Locomotives.  Kn-itflit  Sri-vice  ' ':ir>-. 

Year  ended —  Added.         Retired.  Added.  Retired. 

June   30,   1912 2,861  1.858  97,972  KSI.STS 

June  30,  1913 4,381  2.338  162.C7H  :n;.s-:, 

June    30,    1914 3,245  1,862  15(1.81:!  :n;.!isr, 

Jung  30,   1915 1.114  1,507  X(i,012  :iti.:fl7 

June  30.   1916 1.475  2.576  88.254  109,9% 

December  31,   1917 2,148  1,423  117.210 

December  31,   1!)18 2,803  977  65,249  56,021 

December  31,  1919 1.428  967  14.306  :!M.:>ul 

December  31.   1920 2.051  1.220  i;:,.r,si  73. Gil 

PANAMA   CANAL  TRAFFIC 

The  Panama  Canal  completed  seven  years  of  operation  at 
the  close  of  business  August  14,  1921,  having  been  opened  to 
commerce  August  15,  1914.  In  the  seven  years  of  operation 
the  total  number  of  commercial  vessels  which  made  the  transit 
through  the  canal  was  13.416.  The  aggregate  net  tonnage  of 
these  vessels,  according  to  the  rules  of  measurement  of  the 
Panama  Canal,  was  45,869,942.  The  cargo  they  carried  totaled 
51,578,920  tons  of  2.240  pounds.  The  foregoing  traffic  was  made 
.up  of  6,388  vessels,  of  21,933,325  net  tons,  carrying  22,21 
tons  of  cargo,  from  the  Atlantic  to  the  Pacific,  and  7.02S 
sels,  of  23,936,617  net  tons,  carrying  29,3f.S,.r>18  tons  of  cargo, 
from  the  Pacific  to  the  Atlantic. 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 


Between 

MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1 1  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  646  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans   & 
South    American.  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

Under  American  f7a»-PASSENGERS  AND  FRUlGHT-Eilabllihed  IHt 


TRANS-PACIFIC  SERVICE 

"The  Sunthlne  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot,  steamers  5.  5. 
Empire  State  (Octoberlst);  S.  S.  Hoosier  State  (October 
12th):  S.  S.  Golden  State  (November  5th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20.000-ton  displacement  steamers  S.  S. 
Wolverine  State  (October  15th);  S.  S.  Granite  State  (No- 
vember 15th);  5.  S.  Creole  State  (December  17th). 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 
Mexico,  Guatemala,  Salvador,  Nicaragua,  Jamaica  and  Cuba 

S.  S,  Colombia  sails  from  San  Francisco  October  5th 
S.  S.  Ecuador  sails  from  Baltimore  October  19th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 
San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 


Through  bill*  of  lading  ittued  to  and  from  point*  beyond  port*  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
Genera/  Passenger  and  Ticket  offices     Sit  Market  St.,  San  Franclteo 

General  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 
OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  KATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 


St.  Paul  8476 


BALTIMORE 


406  Water  Street 


Philadelphia 
1.19   Sooth  Third  St. 

Pittsburgh 
1537    Olivtr    Building 


SAN  FRANCISCO    60  California  Street 

Savannah.    Ga.  New    York 

Savannah  Bank  and  Trust  Bldg.  42   Broadway 

Los    Angeles.    Cal.  Mobile.  Ala. 

427    Van    Nuys    Bldg.  S.  W.  Cor.  St.  Francis  &  Water  Sts. 

Buffalo,   N.    Y..   Room    495,    Ellicott   Sq.    Bldg. 


Oakland,    Cal. 

Parr   Terminal 

Portland.    On. 

704    Title    &    Trust    Bldg. 

Seattle,    Walk. 
1101  L.  C.  Sarflh  Bldg. 
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VALUATION  OF  C.,  R.  I.  &  P. 

The  Traffic  World  Washington  Bureau 

The  Commission  has  served  a  tentative  valuation  report  on 
the  property  of  the  Chicago,  Rock  Island  &  Pacific  Railway  and 
its  subsidiary  and  affiliated  companies,  in  which  the  Commission 
finds  a  final  value,  as  of  June  30,  1915,  of  $322,277,596  for  the 
property  devoted  to  common  carrier  purposes  used  by  the  com- 
pany, and  a  final  value  of  $252,062,920  for  the  property  owned. 
The  property  wholly  owned  and  used  is  valued  at  $251,809,983. 
These  figures  cover  a  main-track  mileage  of  7,218  miles.  The 
total  capitalization  outstanding  on  the  valuation  date  was  $377,- 
395,738,  of  which  $69,758,315  was  held  by  or  for  the  carrier  and 
$307,637,422  was  held  by  the  public. 

The  valuation  date  was  during  the  period  while  the  road  was 
in  receivers'  hands  and  before  its  reorganization.  The  figures  re- 
late to  the  operating  company  proper  and  do  not  include  the 
capitalization  of  the  two  holding  companies,  which  were  wiped 
out  in  the  reorganization. 

The  original  cost  to  date  cannot  be  ascertained,  the  Commis- 
sion said,  but  it  said  the  recorded  outlay  appeared  to  have  been 
approximately  $207,445,244  in  money,  plus  an  outlay  in  securities 
of  a  par  value  of  $26,486,003. 

The  cost  of  reproduction  new  of  the  common  carrier  prop- 
erty other  than  land  is  given  as  $250,697,172  for  the  property 
wholly  owned  and  used;  $330,436,710  for  the  property  used,  and 
$254,200,169  for  the  property  owned.  The  cost  of  reproduction 
less  depreciation  is  given  as  $197,090,275  for  the  property  wholly 
owned  and  used;  $260,255,674  for  the  property  used,  and  $199,- 
992,235  for  the  property  owned. 

The  present  value  of  carrier  lands,  owned  and  used,  is  given 
as  $36,926,431;  owned,  $37,160,068,  and  used,  $43,656,245.  The 
excess  cost  of  acquisition  of  lands  owned  and  used  is  given  as 
$29,824,428;  of  lands  used,  $35,068,446,  and  of  owned,  $29,927,514. 
The  value  of  materials  and  supplies  is  given  as  $5,605,310. 

The  gross  earnings  of  the  carrier,  from  June  2,  1880,  to  date 
of  valuation,  amounted  to  $1,101,539,461.36;  operating  expenses, 
$756,775,263.35,  and  net  earnings,  $344,764,198.01. 

The  Commission  said  if  the  carrier's  income  account  were 
revised  in  accordance  with  the  Commission's  present  accounting 
rules,  the  gross  income  would  be  increased  to  $345,195,224.65  and 
the  amount  available  for  the  payment  of  Interest  and  dividends 
and  for  other  corporate  purposes,  to  $284,455,376.99.  From  1881  to 
1914,  the  report  stated,  the  carrier  paid  dividends  annually  at 
rates  varying  from  2  to  13  per  cent,  to  the  aggregate  of  $105,571,- 
722.20,  of  which  $4,615,600  represented  a  stock  dividend  of  10 
per  cent  and  the  remainder  was  paid  in  cash.  During  the  year 
1915  the  carrier  suffered  a  net  loss  of  $765,244.63  and  paid  no 
dividends. 


CAR  SUBSTITUTION  RULE 

Although  a  large  number  of  protests  were  received  by  the 
Commission  asking  suspension  of  item  3627  of  Agent  Kelly's 
tariff,  I.  C.  C.  1102,  not  a  single  protestant  appeared  at  the  hear- 
ing in  I.  &  S.  1377  in  Chicago,  September  13,  before  Examiner 
Wilson,  in  which  the  suspended  item  was  in  issue.  The  specific 
cause  for  protest  was  the  last  paragraph  of  that  item  which 
prescribed  the  method  for  substituting  single-deck  stock  cars, 
when  double-deck  cars  were  ordered  In  excess  of  20  in  number, 
in  cases  where  the  carrier  could  not  supply  the  double-deck 
cars.  It  reads: 

If  more  than  20  double-deck  live  stock  cars  are  ordered  a  suffi- 
cient number  of  single-deck  stock  cars  will  be  furnished  to  take  care 
of  the  stock  that  could  have  been  loaded  in  the  number  of  double- 
deck  stock  cars  ordered,  provided  the  stock  could  have  been  loaded  in 
standard  double-deck  stock  cars  of  36  feet  7  inches  in  length  of  the 
number  ordered. 

The  rule,  as  explained  by  L.  E.  Oliphant,  member  of  the 
standing  committee  of  the  Central  Freight  Association,  applies 
only  to  hogs,  it  having  developed  at  the  committee  hearing  on 
the  question  that  shippers  of  other  small  stock  desired  a  con- 
tinuance of  the  so-called  "two-for-one"  rule  then  in  effect.  The 
new  hog  rules  provided  for  the  furnishing  of  single-deck  instead 
of  double-deck  cars  in  accordance  with  a  scale  which  would  pro- 
vide sufficient  single-deck  cars  to  carry  the  stock  which  could 
be  loaded  into  the  number  of  double-deck  cars  ordered.  This 
scale,  however,  was  worked  out  only  up  to  20  cars  and  the  above 
rule  was  provided  to  be  used  on  orders  in  excess  of  that  number. 

Mr.  Oliphant  suggested  that  the  rule  as  quoted  might  be 
ambiguous,  inasmuch  as  its  language  was  not  very  clear.  He 
said  that  he  had  heard  that  some  of  the  small  shippers  took 
the  stand  that  it  meant  that  the  two-for-one  rule  would  remain 
in  effect  when  orders  were  for  more  than  20  cars,  which  would, 
of  course,  result  in  discrimination  in  favor  of  the  larger  ship- 
pers. He  proposed,  therefore,  to  substitute  for  the  paragraph 
as  contained  in  the  tariff,  a  new  rule  which  extended  the  scale 
from  20  to  40  cars,  and  which  contained  a  provision  for  hand- 
ling orders  for  more  than  40  cars  as  though  the  excess  were 
a  separate  order. 

Representatives  of  various  live  stock  interests  in  Chicago 


and  members  of  live  stock  producers'  organizations  voiced  ap- 
proval of  the  rule  proposed  by  Mr.  Oliphant. 

SAND,  MICHIGAN  CITY  TO  BELOIT,  WIS. 

The  contention  that  it  was  the  intent  of  the  Director-General 
in  promulgating  General  Order  28  to  have  the  increases  speci- 
fied therein  apply  only  to  one  factor  of  a  combination  rate,  again 
made  its  appearance  at  the  hearing  on  No.  12727,  Fairbanks, 
Morse  &  Co.  vs.  Director-General,  before  Examiner  H.  C.  Wilson, 
in  Chicago,  September  15.  According  to  A.  J.  Nevelle,  assistant 
traffic  manager  for  the  complaining  company,  the  rate  on  mould- 
ing sand  from  Michigan  City,  Ind.,  to  the  plant  of  the  Fairbanks, 
Morse  Company,  at  Beloit,  Wis.,  was  increased  from  87  cents  to 
$1.27,  on  June  25,  1918.  He  said  that  increase  was  brought  about 
by  increasing  each  of  the  two  factors  of  the  rate — which  was  a 
combination  via  the  Michigan  Central  to  Kensington,  thence  to 
connections  with  the  C.  &  N.  W.  via  one  of  several  switching 
lines,  and  via  the  North  Western  to  destination— 20  cents  a  ton 
the  increase  prescribed  by  -General  Order  28.  The  switching 
charge  of  $3.50  a  car,  or  as  the  witness  figured,  7  cents  a  ton, 
was  not  changed,  and  the  new  rate,  after  final  corrections  and 
disposal  of  fractions  became,  as  stated,  $1.27. 

Attempts  to  have  the  rate  revised  so  as  to  include  only  one 
20-cent  increase  were  immediately  made,  according  to  the  wit- 
ness, "but  the  corrected  rate  of  $1.10  was,  as  published  in  a 
supplement  to  Morris'  I.  C.  C.  703,  not  made  effective  until 
December  12,  1918,  after  the  sand  shipping  season  was  over." 

Reparation  to  the  amount  of  $1,183  on  numerous  shipments 
which  moved  between  June  25  and  December  12,  1918,  was  asked. 
Rate  comparisons  were  also  introduced  by  the  complainants  to 
show  that  the  rate  as  assessed  was  unreasonable. 

R.  M.  Gilliland,  testifying  for  the  Director-General,  intro- 
duced, as  an  exhibit,  copies  of  Freight  Rate  Authority  No.  10, 
which  contained  provisions  relative  to  the  application  of  General 
Order  28  increases  on  through  rates,  and  also  copies  of  the  order 
cancelling  this  authority,  which  move  was  necessary,  due,  he 
said,  to  the  abuse  of  its  provisions.  He  also  introduced  numer- 
ous rate  comparisons  in  which  he  endeavored  to  show  that  for 
the  character  of  movement  the  rate  attacked  was  not  only  rea- 
sonable, but  abnormally  low.  He  said  that  it  had  been  originally 
made  to  allow  Michigan  City  sand  to  meet  the  competition  of 
sand  produced  nearer  to  Beloit. 

SOO   LINE   NOTES  AND   BONDS 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway  Com- 
pany has  made  application  to  the  Commission  for  authority  to 
issue  not  more  than  $10,000,000  of  ten-year  6%  per  cent  gold 
notes.  It  also  seeks  authority  to  issue  not  exceeding  $15,000,000 
of  6  per  cent  first  refunding  mortgage  bonds,  of  which  $12  500,- 
000  will  be  pledged  as  security  for  the  ten-year  gold  notes.  It 
is  proposed  to  sell  the  entire  $10,000,000  of  notes  to  Dillon,  Read 
&  Co.  of  New  York  at  97%  per  cent  of  the  face  value.  The 
money  so  obtained  will  be  used  in  discharging  indebtedness  of 
$11,771,060.49  and  for  additional  working  capital.  The  indebted- 
ness of  $11,771,060.49,  according  to  the  applicant,  arises  out  of 
delayed  payments  of  current  liabilities  and  represents,  prin- 
cipally, payments  due  for  fuel,  work  and  material  required  in 
the  operation  of  the  road. 


LOAN  TO  WYOMING   RAILWAY 

Application  for  a  loan  of  $209,579.24  for  15  years  has  been 
filed  with  the  Commission  by  the  Wyoming  Railway  Company. 
Unless  the  loan  is  made,  the  company  said  in  its  application,  it 
will  have  to  cease  operations  for  want  of  funds  properly  to 
equip  and  maintain  the  road  for  the  benefit  of  the  public.  The 
railroad  is  approximately  28  miles  long,  connecting  with  the 
Burlington  at  Clearmont,  Wyo.,  and  extending  to  Buffalo,  Wyo. 

COLORADO  RATE  COMPLAINT 

The  Transportation  Committee  of  Colorado,  which  was  ap- 
pointed last  spring  by  Governor  Shoup  to  take  steps  to  obtain 
reductions  in  freight  rates,  has  sent  a  complaint  to  the  Com- 
mission, asking  for  the  elimination  of  the  increases  under  Ex 
Parte  74.  The  Commission  has  not  made  the  complaint  public. 


NEW    ROAD    IN    OKLAHOMA 

The  Commission  has  granted  authority  to  the  Oklahoma  & 
Arkansas  Railway  Company  to  build  a  railroad  20  miles  long 
in  Mayes  and  Delaware  counties,  Oklahoma,  and  to  retain  the 
excess  earnings  thereon  for  ten  years.  The  road  will  be  con- 
structed from  a  point  of  intersection  with  the  Kansas,  Oklahoma 
&  Gulf  near  Salina,  Okla.,  and  will  reach  a  large  tract  of  timber. 


FRUIT  AND  VEGETABLE  SHIPMENTS 
A  total  of  13,923  carloads  of  leading  fruits  and  vegetables 
were  shipped  in  the  week  ending  September  3  as  against  13,635 
carloads  in  the  corresponding  week  of  1920.  The  total  move- 
ment for  the  season  up  to  September  3  was  224,849  carloads,  as 
against  195,963  carloads  in  the  corresponding  period  of  1920. 
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DIRECT  FREIGHT  AND  PASSENGER  SERVICE  TO 

HAWAIIAN  ISLANDS 


FROM 


PORT  OF  ASTORIA 

ASTORIA,  OREGON 
BY 

Alaska  Steamship  Company— S.  S.  "CORDOVA" 

Sailing  October  3rd,  and  Every  Thirty  Days  Thereafter 
CALLING  AT 

HONOLULU    AND     HILO 

Transcontinental  Rail  Connections  and  Freight  Rates 


For  Routing  Instructions  or  Passenger  Reservations  apply  to  the  following,  or  any  agent  of  the  lines  mentioned: 

R.  K.  PRETTY,  E.  H.  MOOT,  G.  A.,  R.  B.  ROBERTSON  J.  H.  BRINKERHOFF, 

Asst.  Gen.  Freight  Agent  Passenger  Department            Asst.  Freight  Traffic  Mgr.  General  Agent 

Great  Northern  Railway  Great  Northern  Railway         Union  Pacific  System  Northern  Pacific  Railway 

226  West  Adams  Street  226  West  Adams  Street             1421  Garland  Building  226  West  Adams  Street 

Chicago,  Illinois  Chicago,  Illinois                         Chicago,  Illinois  Chicago,  Illinois 

R.  D.  PINNEO,  General  Traffic  Manager,  PORT  OF  ASTORIA,  ASTORIA,  OREGON 
J.  H.  BUNCH,  G.  F.  &  P.  A.,  Alaska  Steamship  Co.,  Pier  No.  2,  SEATTLE,  WASH. 


PORT  OF 

TACOMA 

Nat'l  BankofTacoma 

Building 
Tacoma,  Washington 

HAMMERHEAD  CRANE 

Built  by 

Colby  Steel  &.  Eng'ring  Co. 
of  Tacoma 

5-ton  Capacity 
at  90-ft.  Radius 

Reaching  Beyond  the 
Edge  of  Pier  36  Feet 
for  Lighterage  Service 


The  excessive  cost  heretofore  attached  to  the  handling  of  lumber 
from  car  to  dock  and  dock  to  ship  has  been  greatly  reduced 
by  the  crane  illustrated  above.  This  fact,  coupled  with  our  low 
storage  rates  and  generous  free  time  privileges,  makes  PIER  ONE 
the  ideal  lumber  shipping  point  of  the  Pacific  Coast. 
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RULES  FOR  DANGEROUS  FREIGHT 

The  Traffic   World   Washington  Bureau 

The  Commission,  by  an  order  in  No.  3666,  in  the  matter  of 
regulations  for  the  transportation  of  dangerous  articles  by 
freight,  has  amended  paragraph  1714  of  the  regulations,  effective 
October  15,  by  adding  subdivision  (b)  thereto.  The  paragraph, 
as  amended,  follows: 

1714  (a).  Carriers  must  forward  shipments  of  dangerous  articles 
other  than  explosives  promptly  and  within  48  hours  after  acceptance 
at  originating  point  or  receipt  at  transfer  station  or  at  interchange 
point  and  consignee  must  remove  such  shipments  from  the  carrier's 
property  within  48  hours  after  notice  of  arrival  at  destination,  Sun- 
days and  holidays  not  included. 

(b).  When  removal  of  carload  or  less-carload  shipments  of 
dangerous  articles  other  than  explosives  requiring  "Inflammable"  or 
"Acid"  placards,  or  red,  yellow,  green  or  white  I.  C.  C.  labels,  from 
carrier's  premises  has  not  been  made  within  48  hours  after  notice  of 
arrival  has  been  sent  or  given  consignee  (Sundays  and  holidays  not 
included),  shipments  must  be  disposed  of  as  follows: 

1.  Carload  shipments   (a)   by  storage  on  carrier's  property  or  (h) 
by  storage  on  other  than  carrier's  property  if  safe  storage  on  carrier's 
premises  is  not  available;  or   (c)   by  sale  at  expiration  of  30  calendar 
days   after   notice   of  arrival   has   been   sent  or  given    consignee,    pro- 
vided   consignor    has    been    notified    of    non-delivery    at    expiration    of 
48-hour  period  and  orders  for  disposition  h-ave  not  been  received. 

2.  Less- carload   shipments    (a)    by.  return   to   shipper  if  notice   of 
non-delivery    was    requested    and    given    consignor    as    prescribed    by 
carrier's  tariff,   and  orders  for  return  to  shipper  have  been  received, 
or   (b)    by   storage  .on   carrier's   property,    or    (c)    by   storage   on   other 
than   carrier's   property,   if  safe   storage   on   carrier's   property   is   not 
available,  or  (d)  by  sale  at  expiration  of  30  calendar  days  after  notice 
of  arrival  has  been  sent  or  given  to  consignee,  provided  consignor  has 
been    notified    of    non-delivery    at    expiration    of    48-hour    period    and 
orders  for  disposition  have  not  been  received. 


"Since  conditions  are  now  the  reverse  of  what  they  were  in 
1911,  with  little  difference  in  the  cost  of  transportation  between 
freight  and  mail  train,  and  an  added  expense  for  handling  these 
periodicals  outside  the  regular  equipment,  together  with  the  fact 
that  the  freight  shipment  plan  offers  inferior  service,  we  can  no 
longer  defend  this  method  of  handling  periodicals,"  says  Post- 
master-General Hays. 

The  number  of  publications  affected  by  this  change  will  total 
almost  1,000. 


MANY  COMMISSION  CASES 

The  Traffic   World   Washington  Bureau 

Largely  as  the  result  of  cases  growing  out  of  federal  con- 
trol of  the  railroads  and  out  of  Ex  Parte  74,  the  Commission 
this  fall  and  winter  will  have  to  dispose  of  an  unusually  large 
number  of  formal  complaints.  Officials  who  have  supervision 
of  setting  complaints  for  hearing  have  outlined  a  schedule  that 
calls  for  hearings  on  an  average  of  one  hundred  and  fifty  cases 
a  month.  It  is  not  expected,  however,  that  that  many  cases 
will  be  heard  in  any  one  month,  because  of  cancellations,  etc. 

Complaints  are  still  being  served  by  the  Commission  in 
cases  which  involve  issues  which  originated  in  the  period  of 
federal  control.  These  complaints  were  filed  on  or  before  March 
1,  1921,  as  provided  by  the  transportation  act,  but  there  were 
so  many  of  them  that  the  routine  work  necessary  in  connection 
with  getting  them  properly  docketed  and  served  on  the  parties 
has  made  it  impossible  to  have  them  all  served  to  date.  Many 
such  complaints  were  disposed  of  on  the  informal  docket. 

For  the  hearings  outside  the  District  of  Columbia — and  the 
majority  of  the  hearings  will  be  held  outside  Washington  in 
various  parts  of  the  United  States — the  Commission  has  entered 
into  a  contract  with  the  State  Law  Reporting  Company  for 
stenographic  reports  of  the  testimony.  The  Commission  re- 
quires three  copies  of  each  transcript  of  testimony  and  in  "Com- 
plaint and  Answer"  and  "I.  and  S."  cases  two  copies  out  of  the 
three  are  given  to  parties  designated  by  the  examiner.  Addi- 
tional copies,  of  course,  may  be  purchased  from  the  official  re- 
porters. 

The  central  office  of  the  State  Law  Reporting  Company  is 
in  New  York  City,  and  while  the  work  of  reporting  the  hearings 
throughout  the  country  is  supervised  from  that  point,  the  organ- 
ization is  made  up  of  stenographers  experienced  in  taking  testi- 
mony and  who  are  situated  in  various  parts  of  the  country. 
Each  stenographer,  or  "field  reporter,"  as  he  is  called,  reports 
hearings  within  a  certain  radius  of  the  city  in  which  he  may 
be  located,  and  the  necessity  for  making  long  jumps  over  the 
country  is  thus  eliminated.  It  is  estimated  that  the  official  re- 
porters turn  out  about  15,000  pages  of  testimony  each  month. 


PERIODICALS  TO  MOVE  BY  MAIL 

The  Traffic  World   Washington  Bureau 

Postmaster-General  Hays  announced  September  11  that  on 
October  1,  1921,  the  Post  Office  Department  will  re-establish  the 
practice  of  shipping  all  monthly,  semi-monthly  and  bi-weekly 
periodicals  by  mail  instead  of  by  freight,  to  speed  up  the  delivery 
of  these  periodicals  to  subscribers. 

By  handling  these  periodicals  in  the  regular  space  with  the 
regular  force  and  equipment,  approximately  $268,000  a  year  can 
be  saved  in  force,  rent  and  drayage.  It  will  also  relieve  some 
valuable  space  in  post  offices. 

At  the  time  the  freight  shipment  plan  was  adopted  in  1911, 
mails  were  handled  entirely  on  the  weight  basis,  and  the  differ- 
ence in  cost  of  transportation  by  freight  and  by  passenger  trains 
was  material.  It  was  estimated  at  that  time  that  there  was  a 
substantial  saving  a  year  to  the  department  by  the  freight 
method. 

Since  the  inauguration  of  the  freight  handling  plan,  the  basis 
of  railway  pay  has  been  changed  from  the  weight  to  the  space 
method,  and  transportation  charges  by  freight  have  steadily 
increased. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  tim« 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Atlanta— Traffic  Club  of  Atlanta.  G.  E.  Boulineau  Pres  • 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore— Traffic  Club  of  Baltimore.  W.  W.  Tingle  Pres  • 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber  Secy- 
Treas. 

Brooklyn— Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres  •  R  J 
Walsh,  Secy. 

Canton,  O—  Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  C.  T.  Stripp,  Pres.;  F.  A.  Gideon 
Secy. 

Columbus,  Ohio.— Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  A.  L.  Reed,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O.— Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.: 
M.  T.  Otto,  Secy. 

Decatur    (III.)    Transportation   Club.     R.   L.  Rees,   Pres.;    T.  I 
0.   Burwell,   Secy. 

Denver  Traffic  Club.    J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy,  i 
and  Treas. 

Denver  Commercial  Traffic  Club.     J.  P.  Gibson,  Pres.;   C.  J.  I 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira    (N.   Y.)    Traffic   Club.     J.   J.   Delaney,   Pres.;    J.   C.  I 
Field,  Secy. 

El  Paso  Traffic  Club.    N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy.-  i 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W  Eismann, 
Secy. 

Flint,  Mich.— Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  Mcl-Iale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue, 
Secy. 

Freeport,  III. — Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy.  • 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  F.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  Robert  Wal- 
lace, Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender, 
Secy. 
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Airplane  view  of  Galveston  harbor  and  port  facilities,  showing  slip  system  of  docks,  waterfront  tracks 

and  other  transportation  advantages. 

Facts   About   Port   Efficiency 

The  port  of  Galveston  during  the  month  of  August  handled  15,414,642  bushels 
of  wheat  for  export. 

The  handling  of  this  enormous  tonnage  required  that  the  elevators  at  the  port 
unload  12,464  cars,  making  an  average  of  402  cars  per  day. 

The  remarkable  feature  of  the  month,  however,  is  that  the  average  detention  at 
the  port  was  only  four  days  per  car.  Ten  days'  free  time  is  allowed  at  Galveston  on 
?rain  for  export. 

This  record  is  made  possible  by  three  things — the  best  port  and  terminal  facili- 
ties, the  best  of  rail  service  and  close  co-operation  between  the  various  interests  that 
make  up  the  port. 

What  we  are  doing  for  others  we  can  certainly  do  for  you. 
Follow  the  line  of  least  resistance  and  ship  through  Galveston. 
For  rates,  data,  or  other  information  (address) 

TRAFFIC  DEPARTMENT 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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Kansas  City  Traffic  Club.     Frank  M.  Cole,  Pres.;   Fred  B. 
Blair,  Secy.-Treas. 

Lansing  (Mich.)   Traffic  Club.     K.  P.  Hodges,  Pres.;   J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Traffic  Club.    J.  M.  Ford,  Pres. 

Los    Angeles    Transportation    Association.     C.    G.    Krueger, 
Pres.;  C.  V.  Means,  Secy. 

Louisville  Transportation   Club.     C.   R.  Long,   Pres.;   W.  T. 
Vandenburg,  Secy. 

Macon,  Ga. — Industrial  Traffic  Managers'  Association.     Ben 
Gilman,  Pres.;   T.  J.  Abrams,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.    W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion    (Ohio)    Traffic   Club.     H.   E.    Stiffler,   Pres.;    W.   R. 
Awkland,  Secy. 

Memphis  Traffic  Club.     J.  M.  Walsh,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.    F.  M.  Elldnton,  Pres.;  R.  S.  Dam, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.    F.  B.  Townsend,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.    C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.     R.  J.  Menzies,  Pres.;   C.  A.  Swope, 
Secy. 

New  York,  N.  Y.— Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.     E.  J.  Tarof,  Pres.;   P.  W.  Moore,  Secy. 

Oklahoma  City   Traffic   Club.     H.   C.   Conley,  Pres.;    K.   C. 
Baker,  Secy. 

Omaha — Traffic   Managers'   Committee,  Omaha   Chamber  of 
Commerce.     C.  E.  Childe,  Chairman;   E.  A.  Stringer,  Secy. 

Oshkosh,   Wis.,   Traffic   Club.     C.   M.   Starks,   Pres.;    R.   J. 
Hodson,   Secy.-Treas. 

Peoria  Transportation  Club.    H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.    J.  A.  Tait,  Pres.;   W.  H.  Mont- 
gomery, Secy. 

Philadelphia— Commercial  Traffic  Managers  of  Philadelphia. 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy. 

Pittsburgh    Traffic    Club.       George   A.   Buse,    Pres.;    E.   A. 
Hynes,  Secy. 

Pittsburgh   Traffic   and  Transportation  Association.     S.   R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.    C.  T.  Spooner,  Pres.; 
F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.    E.  M.  Burns,  Pres.;   W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.    G.  E.  Allen,  Chairman;   E.  C.  Southwick,  Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.     W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roahoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y.— Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.    A.  T.  Cobb,  Chairman;  F.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.    A.  F.  Versen.  Pres.;  J.  R.  Beil,  Secy. 

San  Francisco  Transportation  Club.    W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco  Traffic  Club.    W.  T.  Bozeman,  Pres.;   L.  N. 
Bradshaw,  Secy. 

Seattle  Transportation  Club.    F.  W.  Graham,  Pres.;  E.  W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.     R.  A. 
Zwemer,  Pres.;   R.  R.  Wigton,  Secy. 

South  Bend  Traffic   Club.     F.   S.  Montgomery,  Pres.;    G.   S. 
Hess,  Secy.-Treas. 

Spokane  Transportation  Club.    W.  H.  Tide,  Pres.;  G.  A.  King, 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.     A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varan, 
Secy. 

Toledo  Transportation  Club.    W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton   (N.  J.)   Traffic  Club.    M.  D.  Warren,  Pres.;   F.  J. 
Quick,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.    W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica  (N.  Y.)  Traffic  Club.    R.  E.  Fitch,  Pres.;   C.  E.  Bar- 
rigrand,  Secy,  and  Treas. 

Tulsa,  Okla  — Transportation  Club  of  Tulsa.     A.  C.  Holmes, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club      C.  H.  Carringer,  Pres.;    Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.    C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vall,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.    H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic   Club.    G.   P.   Nissen,   Pres.;    H.   G.   Watts, 
•ecy. 


Wichita  Falls  (Tex.)  Traffic  Club.  A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester  (Mass.)  Traffic  Association.  H.  A.  Rousseau, 
Pres.;  J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Pres.;  J.  F.  Baird, 
Secy.-Treas. 


Digest  of  New  Complaints 


No.    12921    (Sub.    No.   3).     Chestnut  Lumber  Co.,   Nashville,   Term.,  vs. 
L.  &  N.  et  al. 

Unjust  and  unreasonable  charges  on  various  shipments  of  lum- 
ber and  shingles  from  points  in  U.  S.  to  Nashville  and  reshipped 
from  there  to  various  points  by  reason  of  defendants'  demand  fur 
additional  charges  for  demurrage  and  detention  between  the  dates 
of  delivery  on  complainant's  siding  and  dates  of  reshipment. 
No.  13053.  Barnsdall  Refining  Co.  et  al.,  Tulsa,  Okla.,  vs.  A.  T.  & 
S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  preferential 
rate  of  $1.22  per  100  Ibs.  on  sulphuric  acid  from  Grasselli.  Ind., 
to  Bigheart,  Okla.,  because  in  excess  of  rate  of  59%c  from  Grasselli 
and  other  points  in  Chicago  territory  to  points  in  same  district 
in  Oklahoma  in  which  Bigheart  is  situated.  Asks  cease  and  desist 
order,  just  and  reasonable  rates  and  reparation. 

No.   13054.     Hyman-Michaels   Co.   et   al.,   Chicago,   III.,   vs.    Payne,   as 
agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  steel  rails  and  bars  from  Scott  City,  Kan.,  to 
points  in  Illinois,  Indiana,  Missouri,  New  York  and  New  Jersey. 
Asks  reparation. 

No.   13055.     McGrew   Coal   Co.,   Lexington,   Mo.,   vs.    Payne,   as  agent, 
Mo.  Pac. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  coal  moving  interstate  between  points  in  Missouri.  Asks 
reparation. 

No.    13056.     California  Cotton   Mills   Co.,    Oakland,    Cal.,   vs.    Southern 
Railway  et  al. 

Unjust  and  unreasonable  rates  on  cotton  twine  and  cotton  fac- 
tory sweepings  from  Uniontown,  Ala.,  to  Pacsteel.  Cal.  Asks 
cease  and  desist  order,  just  and  reasonable  carload  minimum 
weights,  rules  and  regulations  and  reparation. 

No.  13057.     Growers'  Rice  Milling  Co.,   South  San  Francisco,   Cal.,  vs. 
Payne,  as  agent. 

Unduly   preferential   and   discriminatory   rates   on  various   com- 
modities  between    South   San   Francisco   and    San   Francisco,   and 
South  San  Francisco  and  San  Francisco  docks.     Asks  reparation. 
No.  13058.     Crucible  Steel  Co.  of  America,  Harrison,  N.  J.,  vs.  Direc- 
tor General  Davis  and  Pennsylvania,   Lines  East. 

Unjust  and  unreasonable  rates  on  scrap  steel  from  Auburn,  Pa., 
to  Harrison,  N.  J.     Asks  reparation. 
No.  13059.    American  Radiator  Co.,  Chicago,  111.,  vs.  Payne. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  sand  from  Sandusky  to  Spring- 
field, O.,  and  from  Springfield  to  St.  Bernard  and  Lockland,  O. 
Asks  for  reparation. 

No.  13060.    Ignatious  L.  Lutz,  doing  business  as  Lutz  Bros.,  Mankato, 
Kan.,  vs.  C.  R.  I.  &  P. 

Unjust,  unreasonable  and  illegal  charges  on  pears  from  Cohden, 
111.,  to  Mankato,  Kan.    Asks  for  reparation. 

No.   13061.     Universal    Portland   Cement   Co.,    Chicago,    111.,   vs.   A. 
&  S.   F. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prt_ 
erential  and  prejudicial  rates  on  Portland  cement  between  points 
in  Illinois.     Asks  for  just  and  reasonable  rates. 

No.  13062.    Clear  Cedar  Shingle  Co.,  Rochester.  Wash.,  vs.  Payne  et  al. 
Unjust,  unreasonable  and  unjustly  discriminatory   rate  on  saw- 
logs   from   Vader,   Wash.,   to   Helsing  Junction,   Wash.     Asks   for 
reparation  down  to  basis  of  subsequently  established  rate. 
No.  13063.    Traffic  Bureau,  Chamber  of  Commerce,  Phoenix.  Ariz.,  and 
John  F.  Barker  Produce  Co.,  Tucson,  Ariz.,  vs.  Davis  et  al. 

Unjust    and    unreasonable    rates    on    mixed    carloads    of    fresh 
fruits  and  vegetables  from  Los  Angeles   and  points  taking  same 
rates  to  Tucson,  Ariz.    Asks  for  just,  reasonable  rates  and  repara- 
tion. 
No.  13064.     H.  M.  Spence.  Parkersburg,  W.  Va.,  vs.  Payne  et  al. 

Unjust,   unreasonable  and  unjustly  discriminatory  rates  on  gas 
engine  outfits  shipped  from  Parkersburg,  W.  Va.,  to  various  points 
in   U.   S.   by   reason  of  alleged   improper  classification.     Asks   for 
just  and  reasonable  rates  and  classification  and  reparation. 
No.  13065.    Pittsburgh  Steel  Co.,  Pittsburgh,  Pa.,  vs.  Payne  et  al. 
Unjust,  unreasonable  and  unduly  discriminatory  rates  on  b; 
from   Allenport.    Pa.,    to   McKees    Rocks.    Pa.,    during   period    from  ! 
January  15,   1919,   to  July  30.   1919.     Asks  for  reparation   down  to 
basis  of  subsequently  established,  rate. 

No.  13073.    Galveston  (Tex.)  Commercial  Assn.  vs.  Abilene  &  Southern 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  cotton  and  cotton  linters  from  points  in  Texas. 
Oklahoma,  Arkansas  and  Louisiana  to  shipside,  Galveston.  Tex., 
•when  destined  to  the  Far  East,  including  Japan  and  China,  ns 
compared  -with  the  rates  to  Pacific  coast  ports.  Asks  for  just  and 
reasonable  rates. 

No.  13074.    The  Northwestern  Traffic  and  Service  Bureau,  Minneapolis. 
Minn.,  vs.  Director  General,  as  agent. 

Unjust,  unreasonable  and  illegal  rates  on  hard  and  soft  roal 
and  coke  from  various  mines  in  the  U.  S.  to  destinations  in  north- 
western states  by  reason  of  the  application  of  the  increase  under 
G.  O.  No.  28  to  each  factor  of  the  combination  rate.  Asks 
reparation. 

No.  13075.     Indiahoma  Refining  Co..  St.  Louis,   Mo.,  vs.   Director  Gen- 
eral, as  agent,  St.  L.-S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  preferential 
rates  on  second  hand  steel  plate  tank  material  from  Bristow,  Okla. 
to  Ranger,  T'ex.  Asks  reparation  down  to  basis  of  subsequently 
established  rate. 

No.  13076.    Lummus  Cotton  Gin  Co.,  Columbus,  Ga.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and   unreasonable   rates  on   cotton   trampers  or   packers 
from  San  Antonio.  Tex.,  to  Columbus,  Ga.     Asks  reparation  down 
to  basis  of  subsequently  established  rate. 
No.  13077.    Morrill-Higgins  Co.,  Omaha,  Neb.,  vs.  Director  General,  as 

Unjust  and  unreasonable  rates  on  house  heating  furnaces  from 
Belleville,  111.,  to  Omaha,  Neb.  Asks  reparation  down  to  basis  of 
subsequently  established  rates. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gulf  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  (or  Bull  West  African  Service— 
A-l  Steamers 

Mobile/ West  African  ports,  via  Azores,   Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Manager 
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No.  13079.    H.  J.  Keith  Co.  et  al.,  Boston,  Mass.,  vs.  Director  General, 
as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  preju- 
dicial rates  on  shelled  eggs,  frozen  in  cans,  from  Pacific  coast  ports 
to  various  interstate  destinations.  Asks  Commission  to  cancel 
bills  for  undercharges  and  require  reparation  down  to  $1.50  per 
100  Ibs. 

No.  13080.     BaJlman-Cummings  Furniture  Co.  et  al.,  Fort  Smith,  Ark., 
vs.  A.  T.  &  S.  F.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential, prejudicial  rates  on  furniture,  bakery  goods,  hydrogen  and 
oxygen,  coffee  and  mirrors  and  plate  glass  from  Fort  Smith,  Ark., 
to  points  in  Missouri  and  Kansas.  Asks  for  just  and  reasonable 

No.  13081.     Swift  &  Co.,  Chicago,  vs.  C.  M.  &  St.  P.  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  hogs  from 
points  on  the  lines  of  the  O.  M.  &  St.  P.  in  South  Dakota  to  North 
Portland,  Ore.  Asks  for  reparation  of  $7,000. 

No.  13082.     Eastman  Kodak  Co.,  Rochester,   N.   Y.,  vs.   St.  Louis-San 
Francisco  et  al. 

Unjust  and  unreasonable  rates  on  cement  plaster  from  South- 
ard, Okla.,  to  Barnard,  N.  Y.  Asks  for  reparation. 

No.    13083.      Consolidation    Coal    Co.,    Baltimore,    Md.,    vs.    C.    &    O. 
et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  combination  rates 
on  bituminous  coal  from  points  on  Millers  Creek  R.  R.  in  Ken- 
tucky to  various  interstate  destinations  and  Canadian  points. 
Asks  for  reparation  on  shipments  made  prior  to  October  22,  1917, 
not  included  in  a  previous  complaint  because  the  statute  eliminat- 
ing period  of  federal  control  from  the  law  had  not  been  enacted. 

No.   13084.     Standard  Oil  Co.    (New  Jersey)   vs.   Director  General,   as 
agent. 

Unjust,  unreasonable,  unduly  prejudicial  and  discriminatory 
rates  on  petroleum  products  from  Wilmington,  N.  C.,  to  Greens- 
boro, Madison,  Mt.  Airy,  Rural  Hall  and  Siler  City,  N.  C.  Asks 
reparation. 

No.  13085.    Sullivan  Lumber  Co.,  Portland,  Ore.,  vs.  Director  General, 
as  agent. 

Unjust  and  unreasonable  rates  on  lumber  from  Seaside,  Ore.,  to 
Laurel,  Mont.,  and  diverted  to  Minnesota  Transfer,  Minn.,  on 
account  of  storage  charges.  Asks  reparation. 

No.    13086.      The    Standard    Oil    Co.    (Ohio)    vs.    Director   General,    as 
agent,  A.  C.  &  Y. 

Unjust  and  unreasonable  rates  on  gasoline  from  Greybull,  Wyo., 
to  Akron,  O.  Asks  reparation. 

No.  13087.     C.  A.  Libbey  Co.,  Oshkosh,  Wis.,  vs.  Director  General,  as 
agent,  Hocking  Valley  et  al. 

Unjust  and  unreasonable  rates  on  steel  bars  from  Marion,  O., 
to  Oshkosh,  Wis.  Asks  reparation. 

No.  13088.    White  Star  Refining  Co.,  Detroit,  Mich.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  empty  tank  cars  from  Tulsa,  Okla.,  to  Springfield, 
Mo.,  and  from  Springfield,  Mo.,  to  Tulsa,  Okla.  Asks  cease  and 
desist  order  and  reparation. 

No.    13089.      International    Steel    Corporation,    New    York,    N.    Y.,    vs. 
Director  General,  as  agent. 


Unjust  and   unreasonable   rates   on   steel   from   Pittsburgh,   Pa., 
destined  to  Denmark,  via  New  York.    Asks  reparation. 

C.  &  O.  LEASE 

The  Chesapeake  &  Ohio  has  applied  to  the  Commission  for 
authority  to  acquire  through  lease  the  property  of  .the  Chesa- 
peake &  Ohio  Railway  Company  of  Indiana.  The  properties 
involved  have  been  and  are  operated  as  parts  of  a  single  sys- 
tem under  a  common  management  and  always  have  been,  in 
substance,  commonly  owned,  the  applicant  states.  The  applica- 
tion is  along  the  lines  of  one  previously  filed  by  the  Chesapeake 
&  Ohio,  the  purpose  being  to  relieve  it  of  restrictions  imposed 
by  section  10  of  the  Clayton  anti-trust  act  in  the  operation  of  its 
system. 


ST.   L.-S.   F.   BONDS 

The  St.  Louis-San  Francisco  Railway  Company  has  applied 
to  the  Commission  for  authority  to  issue  $4,578,000  of  its  prior 
lien  mortgage  6  per  cent  gold  bonds  and  to  pledge  and  re- 
pledge  from  time  to  time  all  or  any  part  of  said  bonds  as  col- 
lateral security  for  short-term  notes. 


LOAN  TO  CENTRAL  VERMONT 

The  Central  Vermont  Railway  Company  has  applied  to  the 
Commission  for  a  loan  of  $128,000,  to  be  applied  on  the  purchase 
of  that  amount  of  outstanding  4  per  cent  gold  bonds,  the  hold- 
ers of  which  have  declined  to  exchange  for  refunding  mortgage 
5  per  cent  bonds. 


ASHERTON    &   GULF    RAILWAY    BONDS 

The  Asherton  &  Gulf  Railway  Company,  in  an  application 
filed  with  the  Commission,  has  asked  authority  to  issue  $436,000 
of  first  mortgage  thirty-year  bonds  for  the  purpose  of  settling, 
adjusting  and  liquidating  indebtedness  and  for  additions  and 
betterments. 


CHANGE   IN   DOCKET 

Hearing  in  6490,  Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  South- 
ern Pacific  et  al.,  and  8819,  West  Coast  Lumbermen's  Associa- 
tion et  al.  vs.  Boston  &  Albany  et  al.,  assigned  for  September  13 
at  Portland,  Ore.,  was  cancelled. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
haying  been  added  since  the  last  issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

September  19 — New  York,  N.  Y. — Examiner  Gerry: 

12831 — Butterworth-Johnson  Corp.  vs.  C.  R.  R.  of  N.  J. 

September  19 — Norfolk,  Va.- — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 

September   19 — Nashville,    Tenn. — Railroad   and   Public   Utilities   Com- 
mission of  Tennessee: 

Finance  Docket  1463 — In  re  application  of  L.  &  N. 
September  19 — Detroit,  Mich. — Examiner  Cassidy: 

12676 — The  Dow  Chemical  Co.  vs.  Pere  Marquette  et  al. 
September  19 — Chicago,  III. — Examiner  Wilson: 

12223 — Armour  &  Co.  vs.  Nor.  Pac.,  Director  General  et  al. 

11012 — Swift  &  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
September  19 — Phoenix,  Ariz. — Examiner  Keene: 

12539 — Arizona  Packing  Co.  vs.  Director  General,  Arizona  Eastern. 
September   19 — York,   Pa. — Examiner  McGrath: 

12900 — Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  et  al. 
September  19 — Monroe,  La. — Examiner  Gault: 

12880 — Dean  Mill  Co.  vs.  Mo.  Pac.  et  al. 
September  19 — Kansas  City,  Mo. — Examiner  Kephart: 

10771— United  Iron  Works  Co.  vs.  Director  General,   A.   T.   &  S.   F. 
et  al. 

Portions  of  Fourth  Section  Application  701,  F.  A.  Leland  and  others, 
filed  by  various  western  carriers. 

12639— The  B.  F.  Clay  Grain  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

Sept.  19 — Ft.  Worth,  Tex. — Examiner  Mackley: 

12752 — Ft.  Worth  Freight  Bureau  vs.  Beaumont.  Sour  Lake  &  West- 
ern et  al. 
September  19— Montgomery,  Ala. — Examiner  Carter: 

12751— The  Sweet  Dreams  Co.  vs.  L.  &  N.  et  al. 

September   20 — Cleveland,    O. — Commissioner  Campbell  and   Examiner 
Clarke : 

Finance  Docket  1237 — Cleveland  terminal  case. 
September  20 — New  York,  N.  Y. — Examiner  Gerry: 

I.    and    S.    1386 — Refining    in   transit    of    copper   articles    at    Laurel 
Hill,  N.  Y. 

12833 — The  Kalbfleisch  Corp.  vs.  Sou.  Ry.  et  al. 

12833  (Sub.  No.  1)— The  Kalbfleisch  Corp.  vs.  C.  of  Ga.  et  al. 
September  20 — Kansas  City,  Mo. — Examiner  Kephart: 

I.  and  S.  1367 — Interchange  switching  at  Topeka,  Kan. 
September  20 — Phoenix,  Ariz. — Examiner  Keene: 

12907 — Arizona  Cattle  Growers'  Assn.  vs.  A.  T.  &  S.  F.  et  al. 
September  20 — Ft.  Worth,  Tex. — Examiner  Mackley: 

I.   and   S.   1357 — Application   of  rate  and  min.   wt.   on  live   stock   in 
mixed  carloads. 


12757 — Texas   Livestock   Shippers'   Protective   League   et  al.   vs.   Di- 
rector General,   St.   L.   S.   W.  of  T. 
September  21 — Washington,  D.  C. — Examiner  Davis: 

*  Finance  Docket  1576 — Application  T.  &  N.  O.  R.  R.  Co.  for  approval 

of  a  certain  lease. 
September  21 — Phoenix,  Ariz. — Examiner  Keene: 

I.  and  S.  1383 — Classification  ratings  on  fresh  fruit  and  vegetables. 
September  21 — Chicago,  111. — Commissioner  Hall: 

6490 — Anson,  Gilkey  &  Kurd  Co.  et  al.  vs.  Sou.  Pac.  et  al. 

8819 — West  Coast  Lumbermen's   Assn.   et  al.   vs.   Boston   &  Albany 

et  al. 
September  21 — Chicago,  III. — Examiner  Wilson: 

I.  and   S.   1361 — Switching  between  connecting  lines  and  C.  &  E.  L 

team  tracks  at  Chicago,  111. 
September  21 — Indianapolis,  Ind. — Examiner  Cassidy: 

12792 — American  Hominy  Co.  vs.  Director  General. 

12776— North  Manchester  Foundry  Co.  vs.  C.  C.  C.  &  St.  L. 
September  21 — Harrisburg,  Pa. — Examiner  McGrath: 

12789 — Central  Iron  and  Steel  Co.  vs.  Campbell's  Creek  Co.  et  al. 

September  21 — Helena,  Ark. — Examiner  Gault: 

12732 — Helena  Traffic  Bureau  et  al.  vs.  Director  General  and  Mo.  Pac.  • 
12732   (Sub.   No.   1) — Buckeye  Veneer  Co.   vs.  Director  General   and 
Mo.  Pae. 

September  21 — Pensacola,  Fla. — Examiner  Carter: 
12864 — John  A.  Merritt  &  Co.  vs.  Cent,  of  Ga.  et  al. 

September  21 — Washington,  D.  C. — Examiner  Paulson: 

12739— Daisy  Mfg.  Co.  vs.  A.  &  V.  et  al. 
September  22 — Chicago,  111. — Examiner  Wilson: 

*12801 — Mason  City  Brick  and  Tile  Co.  et  al.  vs.  Director  General. 
September  22 — Washington,  D.  C. — Examiner  Davis: 

*  Finance   Docket   1466 — Application  of  Pa.   R.   R.   Co.   for  authority  to : 

lease  the  railroad  and  property  of  P.  C.  C.  &  St.  L.  R.  R.  Co. 
September  22 — New  York,  N.  Y.— Examiner  Gerry: 
12781 — Wilckes,   Martin,   Wilckes  Co.   vs.  Director  General,   B.  &  O. 

et  al. 

12761 — Rosin  and  Turpentine  Export  Co..  Inc..  vs.  A.  C.  L.  et  al. 
September  22 — Hastings,  Neb. — Examiner  Kephart: 
12709 — Chamber  of  Commerce  of  Grand  Island,  Neb.,  et  al.  vs.  Aber- 
deen &  Rockflsh  et  al. 

September  22 — Indianapolis.  Ind. — Examiner  Cassidy: 
12718 — Capital  Warehouse  Co.  vs.  Director  General,  Grand  Trunk  of 

Canada. 

12718  (Sub.  No.  1) — Capital  Warehouse  Co.  vs.  Director  General. 
12719 — Capital  Warehouse  Co.  vs.  Director  General.  C.  &  N.  W.  et  al. ; 
12720 — Capital  Warehouse  Co.  vs.  Director  General,  C.  B.  &  Q.  et  al. 
September  22 — Washington,  D.  C.— Examiner  Paulson: 

12760 — Clarendon  Refining  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
September  23 — Beaver  Dam.   Wis. — Examiner  Wilson: 
»  12787— Central  Wisconsin  Supply  Co.  vs.  C.  C.  C.  &  St.  L.  et  ul. 
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September  Hearings  of  the 
Interstate  Commerce  Commission 


Numerals  indicate  number 

of  hearings  to  be  held 

in  each  place 


DID  YOU  KNOW  THAT — Interstate  Commerce  Commission  hearings  are  being  held  this 
month  in  each  of  the  points  indicated  in  this  map  (176  in  all)? — see  Docket  of  the 
Commission  printed  elsewhere  in  this  issue. 

DID  YOU  KNOW  THAT — these  hearings  are  stenographically  reported  by  us  under  contract 
as  THE  OFFICIAL  REPORTERS  OF  THE  COMMISSION? 

DID  YOU  KNOW  THAT — if  you  desire  copies  of  the  stenographic  reports  of  these  hearings 
at  the  nominal  cost  of  12^  cents  per  page  (as  fixed  by  the  Commission),  you  have 
simply  to  place  your  order  with  the  reporters  in  attendance  at  the  hearings  or, 
better  still,  direct  your  requests  to  our  New  York  office? 

DID  YOU  KNOW  THAT — the  Interstate  Commerce  Commission  desires  that  those  requiring 
transcripts  of  the  stenographer's  minutes  of  its  hearings  obtain  them  from  the  Offi- 
cial Reporters  only?  Authentic  and  official  copies  can  be  had  from  no  other  source. 

Sir  our  announcement  each  month  of  cases  of  special  interest,  printed  under  "Docket  of  Com- 
mission" 

THE  STATE  LAW  REPORTING  COMPANY 

Official  Reporters,  Interstate  Commerce  Commission, 
General  Offices :      Suite  1036-42  Woolwortlt  Building,  New  York  City,  N.  Y. 

Publishers  of  Law  Reports, 
Stenographic  Reports  of  Conventions,  Legal  Proceedings,  Investigations,  Etc. 
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September  23 — New  York,  N.  T. — Examiner  Gerry: 
I.  and  S.  1389 — Classification  rating  on  paper  shopping  bags. 
12820 — West  Virginia  Pulp  and  Paper  Co.,  Inc.,  vs.  Director  General. 
September  23 — Indianapolis,  Ind. — Examiner  Cassidy: 

I.  and  S.  1382 — Brick  and  articles  taking  same  rates  from  Danville, 

111.,  to  Chicago  rate  points. 

September  23 — Washington,  D.  C. — Examiner  Paulson: 
12845— Harry  A.  Pitts  vs.  T.  &  P.  et  al. 
12838 — Elk  Tanning  Co.  vs.  Erie  et  al. 
September  23 — Tampa,  Fla. — Examiner  Carter: 

12770 — Henry  E.  Taylor  et  al.,  receivers  of  Key  West  Gas  Co.,  YB. 

Director  General,  Interstate  R.  R.  et  al. 
12769 — The   Tampa  Gas  Co.   vs.   Director  General,   Interstate   R.   R. 

et  al. 

September  23 — Williamsport,  Pa. — Examiner  McGrath: 
11157 — Central  Pennsylvania  Lumber  Co.  vs.  Director  General,  Pa. 

R.  R.  et  al. 

Sept.  23 — Dallas,  Tex. — Examiner  Mackley: 

12677 — S.  M.  Bulley  &  Sons  vs.  Director  General,  G.  H.  &  S.  A.  et  al. 
12684 — Magnolia  Petroleum  Co.   vs.   Director  General,  St.   L.   S.  W. 

et  al. 
September  23— Louisville,  Ky.— Examiner  Gault. 

11497 — Owensboro  Chamber  of  Commerce  et  al.  vs.  L.  H.  &  St.  L. 
Ry.  et  al.,  portions  of  Fourth  Section  Application  No.  1065  of 
L.  H.  &  St.  L.  Ry. 

September  24 — Tampa,  Fla. — Examiner  Carter: 
12793 — Central  Cypress  Co.  vs.  Director  General: 
12814 — Tampa  Coal  Co.  vs.  Director  General. 
September  24 — Deming,  N.  M. — Examiner  Keene: 

12961 — Arizona  Copper  Co.,    Ltd.,   vs.   Director   General,   Arizona   & 

New  Mexico  et  al. 

12542 — Arizona  Copper  Co.,  Ltd.,  vs.  Arizona  &  New  Mexico  et  al. 
September  24 — Dayton,  O. — Examiner  Cassidy: 

12846— The  Dayton  Malleable  Iron  Co.  vs.  Kanawha  &  Mich,  et  al. 
12836— The  Albert  R.  Hostetter  Co.  vs.  D.  T.  &  C.  et  al. 
September  26 — Charleston.  S.  C. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  26— Louisville,  Ky.— Examiner  Gault: 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
September  26— Argument  at  Washington,  D.  C.: 

Finance  Docket  383— Application  of  Chicago,  New  York  &  Boston 
Refrigerator  Co.  for  certification  of  a  partial  payment  under  Sec- 
tion 209  of  Transportation  Act. 

September  26^— Washington,  D.  C. — Examiner  Fuller: 
11214 — Application  of  the  U.  S.  Steel  Products  Co.  et  al.  under  the 
provisions  of  section  5  of  the  interstate  commerce  act,  in  connec- 
tion with  the  ownership  and  operation  of  steamer  lines  through 
the  Panama  canal. 
September  26— El  Paso,  Tex.— Examiner  Keene: 

I.  and  S.  1364 — Class  rates  between  El  Paso,  Tex.,  and  points  in  New 

Mexico  and  Arizona. 
11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 

(Rates  between  El  Paso  and  Ft.  Bliss  and  Material  Yard,  Tex.) 
September  26— Lincoln,  Neb.— Examiner  Kephart: 
12790 — Lincoln  Chamber  of  Commerce  vs.  Director  General,  C.  B.  & 

Q.  et  al. 

12791 — Lincoln  Chamber  of  Commerce  vs.  D.  &  R.  G.,  Director  Gen- 
eral et  al. 

September  26 — Washington,  D.  C. — Examiner  Paulson: 

12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12652 — The  Atlas  Portland  Cement  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
Such  fourth  section  departures  as  may  exist  will  be  considered  in 
the  disposal  of  this  complaint. 
Sept.  26 — Dallas,  Tex. — Examiner  Mackley: 

12783 — Rio  Grande  Oil  Co.  vs.  Arizona  Eastern  et  al. 
September  26 — Hazleton,  Pa. — Examiner  McGrath: 

12840 — G.  B.  Markle  Co.,  now  Jeddo-Highland  Coal  Co.,  vs.  Director 

General. 
September  27 — Greenwood,  Miss. — Mississippi  Railroad  Commission: 

*  Finance  Docket  1500 — Application  of  Delta  Sou.  Ry.  Co.  for  permis- 

sion to  abandon  its  railroad. 
September  27 — Washington,  D.  C. — Examiner  Fuller: 

I.  and  S.  1365 — Routimg  on  coal  from  Western  Maryland  Ry.  mines 

to  eastern  destinations. 
September  27 — Tampa,  Fla. — Examiner  Carter: 

I.  and  S.  1344 — Estimated  weights  on  berries  in  pony  refrigerators. 
September  27 — Argument  at  Washington,  D.  C.: 

Finance  Docket  1185 — Application  of  the  Saratoga  &  Encampment 
R.  R.  for  a  certificate  of  public  convenience  and  necessity. 

September  27 — Attica,  Ind. — Public  Service  Commission  of  Indiana: 
Finance   Docket  1489 — In  re  application  Redmond  D.   Stephens,   co- 
receiver,  for  permission  to  abandon  the  Indiana  Coal  Ry.  division 
of  C.  &  E.  I.  R.  R. 

September  28 — Washington,  D.  C. — Examiner  Barclay: 

*  12066 — Construction  and  repair  of  railway  equipment  (further  hear- 

ing relative  to  C.  M.  &  St.  P.  Ry.) 
September  28 — Akron,   Ohio — Examiner  Cassidy: 

12795 — Firestone  Tire   &  Rubber  Co.  vs.   Director  General. 
12797 — Firestone  Tire  &  Rubber  Co.  vs.  Director  General. 

September  28 — Savannah,  Ga. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  28 — Washington,  D.  C. — Examiner  Paulson: 

12497 — United  States  of  America  vs.  Director  General,  B.  &  O.  et  al. 
September  28 — New  York,  N.  Y. — Examiner  Gerry: 
12680 — American    Fruit    and   Vegetables    Shippers'    Assn.    et   al.    vs. 
Am.  Ry.  Exp.  Co.  et  al. 

September  28— Omaha,  Neb.— Examiner  Kephart: 

12738 — Sunderland  Bros.  Co.  vs.  C.  B.  &  Q.  et  al. 
September  28 — Allentown,  Pa. — Examiner  McGrath: 

12835 — Harrison  Ball  et  al.,  executors,   trading  as  Ball,  Seligman   & 

Co.,  vs.  N.  Y.  P.  &  N.  et  al. 

September  28 — Austin,   Tex. — Examiner  Mackley: 

'  12879 — The  State  Highway  Department  of  Texas  vs.  Director  Gen- 
eral, C.   &  N.  W.   et  al. 

12696 — The  State  Highway  Department  of  Texas  vs.  Director  Gen- 
eral, B.  &  O.  et  al. 

12685— Malcolm  H.  Reed  vs.  Director  General,  A.  T.   &  S.   F.  et  al. 
September  28 — Washington,  D.  C. — Examiner  Davis: 

*  Finance  Docket  1467 — Application  of  Chaffee  R.  R.  Co  for  certificate 

of  public  convenience  and  necessity. 


September  29 — Washington,  D.  C.— Examiner  Flynn: 

12995 — Southern   Hardwood  Traffic  Assn.    et  al.   vs.   Illinois   Central 

et  al. 
September  29 — Washington,  D.  C. — Examiner  Clarke: 

*  Finance  Docket  1523— Application  of  C.  &  O.  Ry.  and  C.  &  O.  N.  Ry. 

for  authority  to  assume  liability  for  principal  and  interest  of  first 
mortgage  5  per  cent  30-year  gold  bonds  of  C.  &  O.  N.  Ry.  out- 
standing; for  approval  of  acquisition  by  C.  &  O.  of  C.  &  O.  N.  Ry. 
Co.  by  conveyance  of  title  of  latter  to  former. 

eptember  29 — Argument  at  Washington,  D.  C.: 

.  and  S.  1338 — Class  and  commodity  rates  between  north  Pacific  coast 

points. 
September  29 — Omaha,  Neb. — Examiner  Kephart: 

12686— Paxton  &  Gallagher  Co.  et  al.  vs.  Director  General,  C.  B.  &  Q. 
et  al. 

12705— The  Overland  Tire  and  Rubber  Co.  et  al.  vs.  Mo.  Pac.  et  al. 
September  30 — Pittsburgh,  Pa. — Examiner  Cassidy: 

*  12529 — Wayne  Coal  Co.,  Inc.,  vs.  Director  General,  P.  &  W.  V. 

*  12529  (Sub.  No.  1)— Wayne  Coal  Co.,  Inc.,  vs.  P.  &  W.  V. 
September  30 — Jacksonville,  Fla. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  30 — Argument  at  Washington,  D.  O.: 

12030— Federal  Valley  R.  R.  Co.  vs.  Toledo  &  Ohio  Central  et  al. 
11659 — Marion  &  Eastern  R.  R.  Co.  vs.  C.  &  E.  I.  et  al. 
11983— Moshassuck  Valley  R.  R.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
12004 — The  Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  et  al. 
September  30 — New  York,  N.  Y. — Examiner  Gerry: 

12703 — Theodore  A.  Leber  vs.  P.  &  R.  et  al. 
September  30 — Philadelphia,  Pa. — Examiner  McGrath: 

12778 — Salem  Glass  Works  et  al.   vs.  Director  General,  Mich.   Cent. 

et  al. 
12763 — E.   I.   Du  Pont  de  Nemours   &  Co.  vs.   Director  General  and 

Raritan  River. 
September  30 — Omaha,  Neb. — Examiner  Kephart: 

12717 — Harding  Cream  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
October  1 — Philadelphia,  Pa. — Examiner  McGrath: 

12736 — The   George   B.    Newton   Coal   Co.  .vs.    Director   General   and 

Pennsylvania. 
October  1 — Brownsville,  Tex. — Examiner  Mackley: 

12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis,  . 
Brownsville  &   Mexico  et  al.     Such   fourth-  section   departures  as 
may  exist  will  be  considered  in  the  disposal  of  this  complaint. 
October  1 — St.  Paul,  Minn. — Examiner  Wilson: 

I.  and  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  Upper  Mich- 
igan to  Central  and  Western  Trunk  Line  territories. 
October  1 — Austin,  Tex. — Examiner  Keene: 

12954 — The  State  Highway  Dept.  of  Texas  vs.  Director  General  et  al.  ( 
12972 — The  State  Highway  Dept.  of  Texas  vs.  Director  General  et  al.  • 
October  1 — Argument  at  Washington,  D.  C. : 

12023 — Kllison-White  Chautauqua  System  of  Portland,  Ore.,  vs.  Di- 
rector General,  Arizona  Eastern  et  al. 
October  3 — Houston,  Tex. — Examiner  Keene: 

12932 — Humble  Oil  and  Refining  Co.  et  al.  vs.  Director  General  et  al. 
October  3 — Omaha,  Neb. — Examiner  Kephart: 
12743— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12910 — Fairmount  Creamery  Co.  vs.  C.  B.  &  Q.  et  al. 
12729 — David  Cole  Creamery  Co.  et  al.  vs.  Director  General,  C.  B.  & 

Q.  et  al. 
October  3 — Mobile,  Ala.— Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  3 — Rochester,  N.  Y. — Examiner  Gerry: 
12765 — Associated  Fruit  and  Vegetable  Industries  of  New  York  State 

et  al.  vs.  Ann  Arbor  et  al. 

October  3 — Philadelphia,  Pa.— Examiner  McGrath: 
12808— The  J.  G.  Brill  Co.  vs.  P.  B.  &  W.  et  al. 
12818 — Keystone  Elevator  and  Warehouse   Co.   vs.   Director  General 
and  Pa.  R.  R. 
October  4 — Galveston,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Reasonableness,  relationship  and  propriety  of  differentials  taken 
by  Galveston  over  Houston  on  traffic  to  Texas  points.) 
October  4 — New  Orleans,  La. — Examiner  Keene: 
12886 — Fleming  Bros,  et  al  vs.  Garyville  Northern  et  al. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
12478 — Allowance  of  mileage  for  Mississippi  River  crossings.     (Hear- 
ing confined  to  introduction  of  testimony  bearing  on  crossings  at 
Angola,  La.) 
October  5 — Bismarck,  N.  D. — Examiner  Healy: 

12892 — North  Dakota  express  rates. 
October  5 — Argument  at  Washington,  D.  C. : 
Valuation  Docket  4 — Kansas  City  Southern  Ry. 
Valuation   Docket  26 — In   re   San  Pedro,   Los  Angeles   &   Salt  Lake 

R.  R.  Co. 

October  5 — New  York,  N.  Y. — Examiner  Gerry: 
12848 — Aluminum  Co.  of  America  et  al.  v.  Massena  Terminal  et  aL 
12848  (Sub.  No.  1) — Ball  Coal  Co.  vs.  Massena  Terminal  et  al. 
October  5— Galveston,  Tex.— Examiner  Mackley: 
12798 — Galveston  Commercial  Assn.  vs.  G.  H.  &  S.  A.  et  al. 
I.  and  S.  1387 — Absorption  of  terminal  charges  on  grain  for  export 

at  Texas  ports. 
October  6 — Topeka,  Kan. — Examiner  Disque: 

*  11916— Kansas  rates,  fares  and  charges. 

October  6 — New  Orleans,  La. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  6 — Argument  at  Washington,  D.  C. 

Valuation  Docket  4 — Kansas  City  Southern  Ry. 
October  6 — Mobile,  Ala. — Examiner  Keene: 

I.  and  S.  1372  (and  first  supplemental  order) — Meridian  rate  case.' 
October  6 — Sioux  City,  la. — Examiner  Kephart: 

12402 — Hanford  Produce  Co.  vs.  Director  General  and  Am.  Ry.  Exp. 

12708— Ballou  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
October  7 — Beaumont,  Tex. — Examiner  Mackley: 

12683 — A.  Kaplan  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 

12897 — Eastern  Texas  Electric  Co.  vs.  Director  General,  T.   &  N. 
October  7 — Argument  at  Washington,  D.  C.: 

Valuation  Docket  4 — Kansas  City  Southern  Ry. 
October  8 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1358 — Box  shocks  from  Georgia,  North  and  South  Carolin 
and  Virginia  to  eastern  points. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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October  8 — Beaumont,  Tex.— Examiner  Mackley: 

Fourth   Section   Application   628 — F.   A.   Leland    (in   connection    with 

No.  12740). 
12740 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  Western 

et  al. 

12746 — Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 
mont, Sour  Lake  &  Western  et  al. 
October  10 — Washington,  D.  C.- — Examiner  Paulson: 

12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
October   10 — Chicago,  111. — Examiner  Hosmer: 

*  12071 — Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
October  10 — Beaumont,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Rates  on  crude  and  fuel  oil  and  commodities  taking  same  rates 
moving  for  distances  less  than  covered  by  maximum  rate  on  oil.) 

8418;— Railroad  Commission   of  Louisiana   vs.   Aransas   Harbor  Ter- 
minal. 
October  10 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling-,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  10 — St.   Louis,  Mo. — Examiner  Kephart: 

12716— Utah  Gilsonite  Co.  vs.  A.  T.  &  S.  F.  et  al. 

October  12 — Argument  at  Washington,  D.  C. : 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis. 
8297 — Acme  Cement  Plaster  Co.  vs.  A.  C.  &  Y.  Ry.  et  al. 
8386 — American  Cement  Plaster  vs.  Mich.  Cent.  R.  R.  et  al. 

October  13 — Argument  at  Washington,  D.  C. : 
9702 — Memphis   Southwestern   investigation. 
7304 — T'he  City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
9927 — Railroad  Commission  of  Arkansas  et  al.  vs.  Ark.   Cent,   et  al. 
9886 — Chamber  of  Commerce,   Monroe,  La.,  vs.  Ark.  &  La.  Midland 

et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390 — Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  et  al. 
10418 — Arkansas    Jobbers'    and    Manufacturers'    Assn.    vs.    Director 

General  et  al. 
10419 — Arkansas    Jobbers'    and    Manufacturers'    Assn.    vs.    Director 

General  et  al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  et  al. 
Portions  of  Fourth  Sec.  Apps.  458,  N.  C.  <&  St.  L. ;  799,  St.  L.-S.  F.; 

1548,  Sou.  Ry.;  1898,  W.  H.  Hosmer;  1952,  L.  &  N. ;  2045,  111.  Cent.; 

2138,   M.   &  O.;   4218,   4219  and   4220,  •  St.   L.   I.   M.    &  S.;   702,    F.   A. 

Leland   and   J.    F.   Tucker;    1867,    W.   H.    Hosmer   and   others   not 

enumerated. 
October  17 — Tampa,  Fla. — Examiners  Butler  and  Roth: 

*  12893 — Transportation    of    strawberries    by    express    in   C.    L.    lots    in 

passenger  trains  from  Florida  to  northern  markets. 

*  12981 — Railroad  Commissioners  of  the  State  of  Florida  vs.  American 

Ry.  Express  Co. 
October  17 — Argument  at  Washington: 

6194 — Holmes  &  Hallowell  Co.  vs.  G.  N.,  Director  General  et  al. 

6357  (and  Sub.  Nos.  1  to  20)— Imperial  Elevator  Co.  vs.  G.  N.,  Di- 
rector General  et  al. 

6552  (and  Sub.  Nos.  1  to  14) — The  Lampert  Lumber  Co.  et  al.  vs. 
G.  N.,  Director  General  et  al. 

6715  (and  Sub.  Nos.  1  to  23)— Interior  Lumber  Co.  vs.  N.  P.  Ry., 
Director  General  et  al. 

6794  (and  Sub.  Nos.  1  to  6) — The  Northwestern  Elevator  Co.  et  al.  vs. 
G.  N.  Ry.  and  Diretcor  General. 

6983  (and  Sub.  Nos.  1  and  2)— The  Lampert  Lumber  Co.  vs.  C.  M.  & 
St.  P.  Ry.,  Director  Qeneral  et  al. 

7281  (and  Sub.  Nos.  2  to  8)— Nortz  Lumber  Co.  vs.  N.  P.  Ry.,  Di- 
rector General  et  al. 

7498  (and  Sub.  Nos.  1  to  3) — Ohristenson  Imes  Lumber  Co.  vs.  N.  P. 
Ry.  and  Director  General. 

7656  (and  Sub.  No.  1) — John  Miller  Co.  vs.  N.  P.  Ry.  and  Director 
General. 

7895— Traffic  Bureau  of  the  Commercial  Club  of  Aberdeen,  S.  D.,  vs. 
G.  N.  Ry.,  Director  General  et  al. 

8033— M.  S.  Alexander  et  al.  vs.  C.  &  N.  W.  Ry.  and  Director  Gen- 
eral. 


8119  (and  Sub.   Nos.  1  to  41) — Federal  Elevator  Co.  et  al.  vs.  G.  N. 

Ry.  and  Director  General. 
October  18 — Argument  at  Washington: 

8418 — Railroad  Commission  of  Louisiana  vs.  Aransas  Harbor  Ter- 
minal Ry.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  Ry.  et  al. 

8290 — Railroad  Commission  of  Louisiana  vs.  St.  L.-S.  F.  &  T.  Ry. 
et  al. 

I.  and  S.  710 — Eastern  Texas  class  rates. 

I.  and  S.  729 — Class  rates  to  Shreveport,  La. 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas.  f> 
October  18 — Washington,  D.  C. — Examiner  Fuller: 

12786 — Southern  Fisheries  Assn.  vs.  Amn.  Ry.  Exp.  Co.  et  al. 

12781 — Southeastern  Express  Co.  vs.  American  Ry.  Express  Co. 

12747 — Merchants'  and  Manufacturers'  Assn.  of  Baltimore  \s.  Ameri- 
can Ry.  Express  Co. 
October  19 — Chicago,  111. — Examiner  Bartel: 

10745 — National  Wholesale  Grocers'  Assn.  of  U.  S.  vs.  Director  Gen- 
eral, Alabama  &  Vicksburg  et  al. 

10745  (Sub.  No.  1) — Southern  Wholesale  Grocers'  Assn.  vs.  Southern 
Ry.  et  al.  (Question  of  elimination  of  lard  compounds  and  lard 
substitutes  from  mixing  rules  covering  fresh  meats  and  packing 
house  products.) 

October    19 — Spokane,    Wash. — Department    of    Public    Works    of    the 
State  of  Washington: 

*  Finance   Docket  1521 — In  re  application  of  G.   N.  Ry.  Co.  for  certiflj 

cate  of  authority  to  abandon  a  branch  of  its  railroad. 
October  19 — Oral  argument  at  Washington,  D.  O.: 

11966 — Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12690 — Public  Service  Commission  of  Nevada  vs.  Sou.  Pac.  Co.  et  al. 

12131 — Cleveland  Provision   Co.   vs.  A.   T.   &  S.   F.,   Director  General 

et  al. 
October  20 — Savannah,  Ga. — Examiner  Butler: 

*  12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 

*  12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al. 

I.  and  S.  1385 — Class  and  commodity  rates  from  Savannah,  Bruns- 
wick and  Port  Wentworth,  Ga.,  to  Ga.  destinations. 

October  21 — Oral  argument  at  Washington,  D.  C. : 
9148 — Boston   Chamber  of  Commerce  et   al.   vs.   Ocean   S.   S.   Co.   at 

Savannah  et  al. 
11025 — Pritchard-Wheeler   Lumber  Co.   et   al.   vs.    Director   General, 

Mo.  Pac.  et  al. 
11025   (Sub.   No.   1) — Desha  Lumber  Co.   et  al.  vs.  Director  General 

Mo.  Pac.  Co.  et  al. 
11085 — Virginia  Iron,  Coal  and  Coke  Co.  vs.  Director  General,  Nor- I 

folk  &  Western  Ry.  Co. 
October  22 — Argument  at  Washington,  D.  C. : 

11228  (and  Sub.  Nos.  1  to  3) — Kirby  Bonner  Lumber  Co.  vs.  Director 

General  et  al. 
11109— Boston  Wool  Trade  Assn.  vs.  Director  General,  B.  &  A.  R.  R.J 

(N.  Y.  C.  R.  R.  Co.,  lessee)  et  al.     (Such  fourth  section  applications  I 

as  may  exist.) 
11388 — Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  &  S.  F.  I 

R.  R.  et  al. 

8525 — LaCrosse  Shippers'  Assn.  vs.  Ann  Arbor  R.  R.  et  al. 
October  24 — Argument  at  Washington,  D.  C.: 

11742 — Brazil  Clay  Co.  vs.  Director  General,  Central  Indiana  et  nl. 
11742  (Sub.  No.  1) — Clay  Products  Co.  vs.  Director  General  et  al. 
11816 — Southern   Fire   Brick   and  Clay   Co.   vs.   Director  General,   an 

agent,  C.  &  E.  I.  R.  R.  Co. 
11423 — Bedford  Cut  Stone  Co.  et  al.  vs.  Director  General,  C.  I.  &  L.I 

R.  R.  Co.  et  al. 
11335— Ingalls  Stone  Co.  vs.  Director  General,  C.  I.  &  L.  R.  R.  Co.! 

et  al. 
11716 — Clinton  Paving  Brick  Co.  et  al.  vs.  Director  General,  C.  &  E.l 

I.  R.  R. 
11723 — National  Drain  Tile  Co.  vs.  Director  General,  C.  &  E.  I.  R.  R 

October  25 — Oral  argument  at  Washington,  D.  C.: 
11571 — Lautz  Bros.  &  Co.  vs.  Director  General,  as  agent. 
11560 — Swift  &  Co.  vs.  Director  General,  as  agent. 
12038 — Morris  &  Co.  vs.  Director  General,  as  agent. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrison  8808 


•NIMIUIII 


100%  American 


Premier  Fleet 


Marine? 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
13*  South  Third  St. 


New    York 
42    Broadway 
Mobile.  Ala- 
1(37    Oliver    Building-  S.  W.  Cor.  St.   Francis  ft  Water  St.. 

Savannah,    Ga.  Oakland,    Cal. 

Savannah  Bank  and  Trust   Bldg  Parr  Terminal 

Loa    Ancele».    Cal.  Portland.    Ore. 

427    Van   Nnre    Bide.  704   Title  &   Trust    Bide. 

1 1«S    L.    C.   Smith    Bid*.,   Seattle.   Wa«h. 
Room   t'Jj,   Kllicott   Sq.   Bide..    Buffalo,   N.   Y. 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 


pendable, (and  the  most  im- 


portant)  personal   service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1611  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4661-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salic  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


September  24,  1921 
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10  years  of  service 

Pierce  *Arrow  has  ten  years'  experience 
with  over  20,000  trucks  in  actual  road 
service*  The  service  organization  has 
watched  minutely  these  trucks  perform. 
This  knowledge  was  used  in  designing 
the  present  line  of  trucks  so  that 


They  last  and  keep  running  at  a  minimum 
cost  and  upkeep  expense.  They  do  more 
work,  make  more  trips  and  make  each  trip 


in  minimum  time. 


They  carry  maximum  effective  loads  and  are 
always  ready  for  service.  They  can  be  easily 
run  with  the  least  wear  and  strain. 


lerce 


Ar 


row 


CHASSIS  PRICES 

2  -ton  $3200 
35-ton  4350 
5  -ton  4850 

All  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR     CAR     COMPANY,     BUFFALO,    N.    Y. 


588 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  13 


LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


MOBILE         NEW  ORLEANS         SAN  DIEGO         LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports   and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


Do  You  Know 

that  the  CONSOLIDATED  MACHINERY  FORWARDING 
SERVICE  of  the  above  Company  is  effecting  decided  savings 
every  day  for  shippers  who  pay  the  freight  and  who,  because 
they  use  this  speedy,  satisfactory  service,  pay  less  freight? 

Philadelphia  to  Western  points,  and  Chicago  and  Cincinnati  East 
or  West.  Write  the  nearest  office  for  facts  that  save  your  dollars. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 

Consolidators  of  Household  Goods,  Machinery,  Automobiles  and 
Pianos  and  Everything  for  Export. 

General    Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Woolworth  Bldg.,  New  York 


Old  South  Building,  Boston 
Ellicott  Square.  Buffalo 
Drexel  Building,  Philadelphia 
Union  Trust  Building,  Cincinnati 


Uth  and  Kearney  Sts.,  Portland,  Oregon 
Write  the  Nearest  Office 


Hippodrome  Building,  Cleveland 
Monadnock  Buildjns,  San  Francisco 
Van  Nuys  Building,  Los  Angeles 
Alaska  Building,  Seattle 
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All  subscriptions  are  payable  in  advance  and   renew  automatically  at  end  of  period  unless 
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All  remittances  should  be  made  payable  to  order  of  THE  TRAFFIC  SERVICE   COR 
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CARRIERS   PLAN  RATE  REDUCTIONS 

\\"c  are  more  than  pleased  to  report  this  week  (see 
[Washington  correspondence  printed  elsewhere)  that  the 
railroad  executives  are  giving  heed  to  the  demand  for 
rate  reductions  and  are  casting  about  for  means  of  meet- 
ing public  sentiment.  Our  Washington  dispatch  con- 
veying this  information  may  seem  somewhat  unconvinc- 
ing and  lacking  in  detail,  but  we  are  not  permitted  to 
say  just  now  on  what  information  it  is  based.  We  can 
Bay,  however,  that  it  is  based  on  information  that  seems 
to  us  ci  inclusive  that  the  carriers  are  alive  to  the  situ- 
ation and  that  leads  us  to  believe  that  unless  there  shall 
be  hopeless  disagreement  among  them  as  to  the  proper 
course  to  take,  there  will  be  further  developments  in  the 
near  future.  We  are  glad  of  this,  not  only  because  it  is 
what  we  have  been  saying  should  be  done,  but  because 
it  seems  to  indicate  that  the  railroads  have  come  to  see 
that  it  is  up  to  them  to  take  the  initiative  in  working  out 
this  problem  instead  «f  leaving  the  matter  to  those 
charged  by  law  with  the  responsibility  for  the  level  of 
rates  and  the  earnings  of  the  carriers. 

We  fear,  however,  that  the  carriers  are  not  yet 
thinking  with  logical  correctness  nor  with  full  apprecia- 
tion of  the  economic  situation.  They  propose  to  move 
for  reductions  in  rates  as  a  means  of  placating  public 
sentiment,  in  consideration  of  the  improvement  in  their 
revenue's  as  the  months  go  on  and  of  the  depressed  con- 
dition of  business,  which  feels  the  high  freight  rates  to 
be  a  burden.  Such  a  course  would  undoubtedly  meet 
with  popular  approval.  Those  affected  by  high  rates 
will  care  little  by  what  means  and  from  what  motives 
rates  are  lowered  if  only  they  are  lowered,  and  they  will, 
doubt,  give  the  railroads  credit  for  being  willing  to 
ill  their  share  or  a  little  more  than  their  share  in 

\  ing  the  burden  of  economic  readjustment  or  return 
•rmalcy. 

Then,  it  is  our  information,  the  trend  of  thought 
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among  the  carriers  is  that  they  will  use  this  reduction 
in  rates  and  consequent  lowering  of  their  revenue  as  an 
argument  before  the  Labor  Board  and  with  the  labor 
unions  themselves  for  reductions  in  wages.  It  is  here 
that  we  believe  their  reasoning  faulty.  If,  having  first 
reduced  rates,  they  go  to  their  employes  asking  that  a 
wage  cut  be  consented  to,  will  not  the  employes  say : 
"You  cut  rates  when  the  law  did  not  compel  you  to;  in 
fact,  the  law  says  that  you  shall  have  a  higher  net  rev- 
enue than  you  were  earning;  why  should  you  try  to 
make  us  pay  the  expense  of  your  propaganda  to  curry 
favor  with  the  public?"  The  Labor  Board  might  say 
much  the  same  thing. 

The  proper  way  to  go  about  this  readjustment,  we 
believe,  is  to  work  first  for  a  reduction  of  wages  to  a, 
level  comparable  with  that  of  present  wages  in  other 
similar  employment,  having  first  established  the  fact, 
that  railroad  wages  are  unjustifiably  high  and  are  the, 
principal  cause  of  high  operating  costsr  which  are  the, 
cause  of  the  present  high  rates-  That,  we  may  say,  has 
been  established,  but  the  Railroad  Labor  Board  refuses 
to  permit  wages  to  be  reduced  to  the  proper  level.  Then 
the  remedy  is  to  proceed  with  all  possible  energy  to 
work  for  the  abolition  of  that  Labor  Board.  That  is 
what  other  students  of  the  transportation  problem  are 
doing.  But  the  railroads  hang  back.  They  believe  that 
the  Board  acts  as  a  stabilizer  and  that  it  will  protect  the 
country  from  the  evil  consequences  of  strikes  and  other 
labor  troubles,  insuring  an  uninterrupted  service. 

It  is  questionable  whether  the  Board  will  avail  so 
much,  the  present  consideration  being  given  by  railroad 
workers  to  the  question  of  a  strike  on  account  of  small 
wage  cuts  that  have  been  authorized  by  the  Board  being 
evidence  to  the  contrary ;  but,  even  so,  does  that  benefit 
outweigh  in  importance  the  advantage  to  the  railroads 
and  the  public  in  having  the  transportation  companies 
the  masters  of  their  own  business  and  able  to  fix  wage 
scales  in  accordance  with  business  principles  rather  than 
in  accordance  with  the  mandates  of  a  government  board, 
more  or  less  influenced,  necessarily,  by  political  consid- 
erations and  the  demands  of  labor  leaders?  Besides, 
there  are  other  ways  of  meeting  the  danger  of  strikes 
and  hindrance  to  transportation  through  labor  troubles 
than  by  maintaining  a  board  with  power  over  railroad 
wages. 

We  say  that  the  logical  way  to  meet  this  situation 
is  for  the  carriers  first  to  exhaust  every  possible  means 
of  reducing  labor  cost  to  the  place  where  it  ought  to  be 
and  cease  their  hiding  behind  a  government  board  in- 


590 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  13 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R..  N.  C.  & 
St.  L.  R.  R.,  via  Jackson,  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport.  La. ;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


SOUTHBOUND 


LEAVE:  TRAIN 

Jackson,    Tenn.  71 

New  Albany,   Miss.  71 
ARRIVE: 

Meridian  71-29 

Mobile  71 

New    Orleans    (N.    O.  &   N.    E.)        63 
Shreveport  (A.  &  V.-V.  S.  &  P.)        65 


TIME 

4:30  p. 

12:30  p. 


m. 
m. 


3 :25  p.  m.  next  day 
4:10  a.  m.  2nd  day 
5:40  a.  m.  2nd  day 
5:30  p.  m.  2nd  day 


MILES 

0 

88 

261 
409 
443 
528 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.)       B2 
New    Orleans    (N.    O.    &   N.    E.)          B2 

Mobile        .  72 

Meridian  30-72 
ARRIVE: 

New    Albany  72 

Jackson,    Tenn.  72 


3:00  p.  m. 

9:40  p.  m. 
10:00  p.  m. 
•7:35  a.  m. 

•12:30  a.  m.  2nd  day 
•8:00  a.  m.  2nd  day 
*next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  with 
an  on  time  record  at  interchange  points  and  terminals  for  August, 
1921,  of  90  per  cent  Southbound,  indicating  a  dependability  of  service 
indispensable  in  the  handling  of  Intercoastal  and  Export  shipments 
to  clear  from  Gulf  ports  on  specified  sailing  dates.  No  special  advices 
or  arrangements  necessary,  as  these  services  are  given  on  all  through 
shipments  regardless  of  the  commodity. 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and. 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Cwmersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  "Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 

For  information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.   I.   &   W.   R.   R.   Building.   Indianapolis,    Ind.               201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New   Terk 

330   Rclsch   Building.   Springfield,    111.                                          337   Maruuette    Bldg.,   Chicago  728    Monadnock    Bldg..    San    Francisco,   Calif. 

894   Arcade   Building.    St.    Louis,   Mo.                                      312   Park   Bldg..   Pittsburgh,   Pa.  SOS  Wesley-Roberts  Bldg.,  Los  Angeles,  Calif. 

107  Railway  Exchange,  Kauas  City,  Ho.                                   41   Porter   Bldg..  Memphis,  Temm.  514  Colmam  Bldg..  Seattle.  Wash. 


Sr|>ifinber  24,  1921 


I  III-:    TRAFFIC    WORLD 


591 


stead  of  demanding  their  right  to  manage  their  own 
business  affairs  and  assuming  the  responsibility  that 
f,rors  with  that  right.  They  cannot  continue  to  receive 
sympathy  for  the  burden  of  high  operating  costs,  espe- 
cially when  that  sympathy  takes  form  in  high  freight 
rates,  when  they  do  not  attempt,  by  every  means  in 
their  power,  to  have  those  high  costs  reduced.  If  the 
carriers  were  successful  in  having  the  Labor  Board  abol- 
ished and  wages  reduced,  then  they  could  very  well  pass 
on  to  the  public  the  saving  thus  effected,  doing  every- 
thing that  they  now  propose  to  do,  but  without  sacri- 

i  ficing  any  of  their  own  small  profit.  If  they  failed  in 
their  effort  they  could  still  do  what  they  are  now  pro- 
posing, making  the  sacrifice  that  would  be  entailed  but 
with  additional  public  respect  and  sympathy. 

But  undoubtedly  the  carriers  are  seeing  the  neces- 
sity for  doing  something.  There,  is  such  a  necessity. 
We  do  not  believe  that  all  the  clamor  for  reduced  rates 

I.Js  justified,  but,  whether  justified  or  not,  it  is  there  and 

I  the  railroads  must  concede  something  to  expediency. 
Their  revenue  showing  is  improving  and  as  it  improves 

I;  the  clamor  will  increase,  as  will  also  the  possibility  of 

Bitisfying  it  by  reductions  in  rates.     From  every  point 

pf  view  what  the  carriers  propose  is  wise  and  from  many 

1  points  of  view  it  appears  necessary.  But  we  hope  they 
will  begin  at  the  beginning  in  attempting  their  solution. 
The  beginning  is  the  high  cost  of  railroad  labor. 

ABOLISH  THE  LABOR  BOARD 

Advocates   of   repeal   of   the   labor   sections   of   the 

transportation   act   could   hardly   have   received   a   more 

\  substantial  "boost"  for  their  cause  than  that  given  this 

I  week  by  the   Labor   Board  itself  in   two   decisions  re- 

(  ported  elsewhere  in  this  issue.     In  order  to  justify  the 

stand  it  has  taken,  not  only  in  the  two  instant  cases,  but 

•  in  practically  every  dispute  that  has  come  before  it,  it 

has  found  it  necessary  to  enter  into  erudite  discussion, 

not  only  as  to  what  the  law  means,  but  as  to  what  was 

I  in  the  mind  of  Congress  when  the  law  was  enacted. 

The   Board,   in   its   decision   in   the   Butler   County 
Railroad  case,  which  was  selected  as  the  vehicle  through 
which  te  inform  the  public  of  the  Board's  views,  finds 
two  justifications  for  denying  the  carrier  its  constitu- 
tional right  as  denned  by  the  U.  S.  Supreme  Court.     In 
the  first  ef  these  it  adroitly  seizes  on  a  fragment  from 
the  language  of  the  Supreme  Court  and  assumes  that 
ngress  intended  to  bestow  on  it  the  "paramount  po- 
lice power"  therein  referred  to,  so»that  the  "hitherto  un- 
questioned  legal   rights   of  the   employers   to  prescribe 
I  conditions   of   employment    might   be   limited**."     The 
alternative  is  that  the  decisions  of  the  board  are  per- 
-ive  only  and  are  entitled  to  such  weight  as  "both 
1  parties  are  willing  to  concede,  or  as  public  opinion  may 
I  by  moral   pressure  enforce."     The  board  evidently   in^ 
clines   to   the   former   view   and   points   to   the   language 
d  by  Congress  to  prove  that  it  was  in  earnest.     It 
<   not,  however,   explain   why,   if  the   matter  was  so 
^Bportant  as  to  necessitate  taking  away  from  the  car- 
riers their  legal  rights,  the  framers  of  the  law  forgot  to 
put  into  it  any  provisions  for  enforcement,  while  going 
IHf  the  trouble  to  provide  for  a  heavy  penalty  for  under- 
^•yment  of  employes  during  the  guaranty  period. 


Opinion  among  those  railroad  men  who  arc  unfa- 
vorably disposed  toward  the  Labor  Board  seems  to  have 
branched  in  two  directions.  Some  advocate  immediate 
t<ps  toward  repealing  the  law;  others  think  that  the 
same  thing  could  be  accomplished  by  having  the  rail- 
roads ignore  the  Board.  \Ve  do  not  think  the  latter 
course  would  be  wise,  aside  from  the  question  of  whether 
or  not  it  would  be  effective.  It  will  be  noted,  for  in- 
stance, that  the  Pennsylvania  System's  fight  against  in- 
terference by  the  Board  in  its  manner  or  dealing  with 
its  employes — while  bolstered  up  with  much  printed 
propaganda  against  the  Board  as  an  institution — relies 
on  legal  arguments.  The  Pennsylvania  does  not  say : 
"\Ve  will  not  obey  the  law."  It  says,  rather:  "The 
law  has  been  misapplied  in  our  case."  In  this  respect 
the  Pennsylvania  has  adopted  a  much  cleaner  attitude 
than  that  adopted  by  the  labor  unions,  who  have  issued 
instructions  for  their  men  to  lay  in  supplies  of  clothing, 
food,  and  money  in  preparation  for  the  day  when  they 
may  all  quit  work  because  the  Board  cut  from  their 
wages  about  half  of  what  it  added  to  them  a  year  ago. 
In  their  case  no  legal  excuse  is  offered.  Nothing  has 
been  said  by  the  labor  attorneys  against  the  right  of  the 
Board  to  prescribe  wages.  To  have  done  so  would  have 
been  to  acknowledge  that  the  increases  referred  to  had 
not  been  theirs  of  right.  Therefore,  the  strike  •votes  and 
the  propaganda  against  the  Board's  new  overtime  rules 
and  any  possible  re-establishment  of  piece  work  in  re- 
pair shops  are  as  much  violations  against  the  spirit  of 
the  law  as  a  strike  would  be  against  the  letter  of  it. 

Public  opinion,  it  may  be  expected,  will  not  be  with 
the  workers  should  they  indulge  in  an  extra-legal  strike. 
It,  therefore,  behooves  the  railroads  all  the  more  to  con- 
duct their  affairs  with  the  Board  in  such  manner  that, 
when  the  time  comes  to  bid  the  government  begone  from 
the  field  of  railroad  relations  with  their  employes,  they 
will  have  clean  hands. 

As  to  the  question  of  the  abolition  of  the  Board,  we 
do  not  see  how  there  can  be  many  voices,  except  those 
of  the  workers,  who  have  been  the  quickest  to  object  to 
its  decisions,  raised  in  its  defense.  That  its  affairs  have 
gone  badly  we  do  not  think  is  due  so  much  to  thoae  who 
have  served  on  it  as  to  the  fact  that  to  it  has  been  as- 
signed an  impossible  task.  In  the  Board's  own  language, 
it  "has  not  been  limited  to  deciding  disputes  according 
to  the  strict  legal  rights  of  the  parties,  because,  if  it  did, 
and  both  parties  relied  strictly  and  fully  on  their  legal 
rights,  the  disputes  never  would  be  solved."  If  this  is 
not  an  admission  that  it  cannot  ascertain  what  wa^e- 
and  working  rules  are  "just  and  reasonable,"  we  under- 
stand neither  the  meaning  of  the  words  nor  the  intent 
of  the  law. 

Added  to  this  is  the  physical  and  financial  impossi- 
bility of  any  business  venture  prospering  and  growing 
when  both  its  income  and  its  outgo  are  controlled.  On 
the  one  hand,  there  is  the  natural  desire  on  the  part  of 
the  shipping  public  to  obtain  its  transportation  as 
cheaply  as  possible;  on  the  other,  are  the  labor  organi- 
zations, officially  recognized  both  by  the  law  and  by  the 
Board,  whose  sole  object  is  to  get  as  much  as  possible 
for  the  employes.  Evidently  one  or  the  other  means  of 
regulation  ought  to  be  abandoned  in  order  to  give  the 
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carriers  a  fighting  chance.  No  sane  man  would  now 
advocate  the  removal  of  supervision  over  rates.  There 
remains,  therefore,  the  removal  of  government  interfer- 
ence in  matters  of  labor  policy. 


ABOLITION  OF  LABOR  BOARD 

The   Traffic    World    Washington   Bureau 

Representative  Cooper  of  Ohio,  members  of  the  House  com- 
mittee on  interstate  commerce,  and  formerly  a  railroad  engineer, 
will  urge  repeal  of  the  labor  provisions  of  the  transportation  act 
by  Congress.  He  announced  that  he  would  take  the  question  up 
with  the  House  leaders  and  that  if  they  would  agree  to  eliminate 
the  provisions  there  would"  be  no  trouble  in  having  them  re- 
pealed. If  the  leaders  do  not  approve  such  a  course  of  action,  he 
said,  he  would  introduce  a  bill  and  urge  its  passage. 

"I  believe  the  time  has  come  when  the  government  should, 
as  far  as  possible,  keep  its  hands  off  of  all  legitimate  businses," 
said  Mr.  Cooper.  '''I  believe  the  repeal  of  the  labor  provisions 
of  the  transportation  act  will  be  in  the  best  interest  of  the  rail- 
roads, the  brotherhoods,  and  the  public  at  large." 

The  Railroad  Labor  Board,  in  the  opinion  of  Mr.  Cooper,  has 
not  answered  the  purpose  for  which  it  was  created  and  he  be- 
lieves that  its  abolishment  would  do  more  than  any  other  thing 
to  bring  the  managements  and  the  employes  closer  together. 

"As  it  stands  now,"  said  he,  "the  board  serves  rather  to  sep- 
arate them.  Each  side  is  inclined  to  pass  the  buck  when  a  dis- 
pute arises  and  when  a  decision  is  given  the  side  not  favored  is 
not  inclined  to  accept,  and  there  is  nothing  mandatory  about  the 
decisions." 

Mr.  Cooper  referred  to  the  recent  action  of  the  Pennsylvania 
Railroad  in  refusing  to  abide  by  the  ruling  of  the  board.  He 
said  he  was  in  close  touch  with  the  brotherhoods  and  that  many 
leaders  had  told  him  that  they  favored  abolishment  of  the  board. 
He  also  said  repeal  of  the  provisions  would  save  from  $300,000 
to  $500,000  a  year  which  is  being  spent  by  the  Labor  Board. 


LABOR  BOARD  ANSWERS  PENNA. 

The  Labor  Board's  answer  to  the  petition  of  the  Pennsyl- 
vania System  for  a  further  hearing  in  the  matter  of  the  election 
of  employes'  representatives  on  its  lines,  in  which  the  railroad 
adopted  an  attitude  of  defiance  toward  the  board  and  denied  that 
the  board  had  any  jurisdiction  over  the  matter,  is  a  rebuke  from 
that  body,  mitigated  somewhat  by  permission  for  the  carrier 
representatives  to  appear  before  it  and  give  additional  testimony 
on  three  of  the  points  involved. 

"It  may  as  well  be  stated  in  this  connection,  once  for  all, 
that  the  Labor  Board  cannot  be  swerved  from  what  it  considers 
a  just  and  legal  course  by  the  hostile  printed  propaganda  of  dis- 
satisfied carriers  or  by  continued  threats  of  labor  strikes  that 
are  made  before  it,"  said  the  board. 

"The  transportation  act,"  it  continues,  "is  regarded  by 
thoughtful  men  as  the  greatest  forward  step  that  has  ever  been 
taken  in  any  country  to  preserve  industrial  peace.  The  plain, 
primary  purpose  of  Congress  was  to  protect  the  public  from  the 
financial  disaster,  physical  suffering  and  general  demoralization 
that  would  result  from  the  interruption  of  railroad  traffic  and 
transportation.  Secondarily,  the  act  was  intended  to  save  both 
labor  and  capital  from  such  calamities. 

"That  the  time  has  come  when  the  complex  industrial  and 
social  system  of  this  great  and  populous  country  must  be  guar- 
anteed all  the  immunity  possible  from  traffic  and  transportation 
disturbances,  is  beyond  all  question.  If  the  transportation  act 
does  not  provide  such  a  guaranty,  the  public  will  find  means, 
legal  and  constitutional,  that  will." 

The  order  regarding  the  further  hearing,  and  limiting  its 
scope,  is  as  follows: 

It  is  the  order  of  the  Labor  Board  that  the  carrier's  request  for 
an  oral  hearing  of  its  petition  shall  be  granted  for  the  purpose  of 
permitting  the  carrier  to  present  its  views  on  the  following  matters: 

1.  The  question   as   to  what   employes,    if   any,    not   in    the   actual 
and    active   service   of  the    carrier,    such   as   men    laid   off,    furloughed, 
or  absent   upon   leave,   shall   be   permitted  to  vote   in   the   election   or 
representatives  to  negotiate  agreements  on  rules  and  working  condi- 
tions. 

2.  The  question  of  how  the  representative  capacity  of  the  spokes- 
men  of  unorganized  employes  shall  be  ascertained. 

3.  The  carrier  will  be  permitted  to  offer  such  evidence  as  it  may 
see  fit  of  the  adoption   or  ratification   of   its  shop   craft   rules  by   the 
representatives   of    said    crafts    fairly    selected    by   a   majorfty   of   the 
employes  of  that  class. 

Said  hearing  is  set  for  Monday,  September  26,   1921,  10:00  a.  m. 
The   board   declines  to   grant   a  hearing   upon    the   other  questions 
raised   in  carrier's  position,   for  reasons  hereinbefore  set  out. 

The  clearest  explanation  of  the  logic  on  which  the  board 
had  based  its  jurisdiction  in  various  disputes,  including  that  be- 
tween the  Pennsylvania  and  its  employes,  was  given  by  the 
board  in  a  decision  in  a  minor  matter  on  the  previous  day.  The 
case  specifically  involved  the  discharge  of  two  section  foremen 
by  the  Butler  County  Railroad  Company  for  the  reason  that  they 
belonged  to  the  same  union  as  the  men  who  worked  under  them. 
The  board  held  that,  inasmuch  as  their  services  had  been  satis- 
factory in  other  respects,  the  road  could  not  legally  discharge 


them  on  account  of  their  union  affiliations.  It  ordered  the  car- 
rier to  reinstate  the  men  and  pay  back  wages.  In  justifying  this 
course  the  board  quoted  from  the  Supreme  Court  of  the  United 
States  in  Hitchman  Coal  &  Coke  Co.  vs.  Mitchell  et  al.,  245  U.  S. 
229,  as  follows: 

This  court  repeatedly  has  held  that  the  employer  is  as  free  to 
make  non-membership  in  a  union  a  condition  of  employment,  as  the 
working  man  is  free  to  join  the  union,  and  that  this  is  a  part  of  the 
constitutional  rights  of  personal  liberty  and  private  property,  not  to 
be  taken  away  even  by  legislation,  unless  through  some  proper  exer-l 
cise  of  the  paramount  police  power. 

The  board  then  continued: 

The  public  interests  demand  continuous  and  uninterrupted  opera- 
tion of  the  transportation  lines;  hence,  the  Labor  Board  is  to  settle 
this  dispute  on  terms  which  in  its  opinion  are  just  and  reasonable. 

It  was  certainly  the  hope  of  Congress  that  both  classes,  the  em- 
ployers and  the  employes,  would  loyally  accept  such  decisions,  and 
thus  attain  the  purpose  for  which  the  act  was  passed.  There  are  two 
possible  views  to  be  taken  of  the  legal  effect  and  proper  construction 
of  the  transportation  act:  One  is  that  Congress  has  impliedly  if  not 
directly  invoked,  exercised,  and  put  in  effect  by  its  legislation  that 
"paramount  police  power"  referred  to  in  the  decisions  of  the  Supreme 
Court  of  the  United  States  by  which  the  hitherto  unquestioned  legal 
Tights  of  the  employers  to  prescribe  conditions  of  employment  might 
be  limited  and  controlled  for  the  paramount  public  interest;  that  the 
judgment  of  the  Labor  Board  as  to  what  are  reasonable  wages  and 
just  and  fair  and  reasonable  rules  and  working  conditions  is  to  be 
substituted  for  the  conflicting  judgment  and  opinions  of  the  carriers 
and  their  employes,  and  that,  therefore,  the  decisions  of  this  board 
under  the  act  may  be  made  legally  effective  by  orders  of  a  court  with 
proper  jurisdiction.  The  other  is  that  the  decisions  of  the  board  are 
only  persuasive  and  will  only  have  such  effect  as  both  parties  are 
willing  to  concede,  or  as  public  opinion  may  by  moral  pressure  enforce. 

In  support  of  the  latter  view  is  the  significant  fact  that  Con 
gave  the  board  itself  no  power  to  issue  writs  or  in  any  way  make  its 
decisions  effective,  but  only  provided  that  it  might  determine  after  a 
hearing  whether  its  decisions  had  been  violated  and  make  such  de- 
cisions public  in  such  manner  as  it  may  determine.  And  it  is  a 
plausible  view  that  Congress  had  directly  in  mind  the  decision  of  the 
Supreme  Court  as  to  the  rights  of  managements  to  prescribe  condi- 
tions of  employment  and  either  doubted  its  own  limitations  or  hesi- 
tated as  to  the  extent  to  which  the  paramount  police  power  should 
be  invoked  or  exercised  under  the  conditions  existing. 

In  support  of  the  other  view  are  the  purposes  to  be  attained  the 
vast  and  vital  interests  of  the  public  so  seriously  threatened,  and  the 
strong  and  mandatory  language  of  Sec.  301  of  the  transportation 
act  requiring  "all  carriers  and  their  officers,  employes  and  agents  to 
exert  every  reasonable  effort  and  adopt  every  available  means  to 
avoid  any  interruption  to  the  operation  of  any  carrier  growing  out 
of  any  dispute  between  the  carrier  and  the  employes  of  subordinate 
officials  thereof,"  compelling  them  to  settle  same  by  conference  if 
possible,  and  when  that  can  not  be  done  to  submit  the  dispute  for  the 
decision  of  the  boards  provided  for  by  the  act. 

It  is  plausible  to  assume  that  it  was  the  purpose  of  Congress  10 
provide  means  as  effective  as  possible  to  prevent  an  interruption  of 
traffic  growing  out  of  such  disputes.  As  to  which  view  is  correct,  it 
is  not  for  this  board  to  determine;  that  must  be  left  to  the  courts 
or  further  action  of  Congress,  if  in  its  opinion  further  legislation  is 
needed  to  make  the  act  more  effective. 

But  without   regard   to  which   view  of  the   purpose  and  effo-i    ot 
this  legislation   is   correct,    the   board    is   of   the   opinion    that    its   duty 
regarding  these  questions  remains  the  same;   that  is,  it  should  d. 
these    disputes   on    the    basis    prescribed    by    Congress   as    to    wh:n 
under    all    the    circumstances,    just    and    reasonable    to     the    p:< 
directly  interested  and  to  the  public. 

It  must  be  evident  to  all  and   beyond  doubt  or  controversy    from 
the    very    nature    of    things   and    the    character    of    the    disputes    th:it 
cause    the    friction    between    carriers    and    their    employes    which 
to  interruption   of  traffic,    that   Congress    did   not   intend   or   expect    to 
limit    the    Labor    Board    to    deciding    these    disputes    according-   to    the 
strict  legal  rights   of  the  parties,    because   if  it  did,    and   both   parties 
relied    strictly    and    fully    on    their    legal    rights,     the    disputes    i  . 
could    be    solved.      If    the    carrier    has,    as    contended,    unlimited    i 
dom    in   establishing   rules    and    working    conditions    and    is    going   to 
do    so    regardless    of    this    board's    opinion    and    decision    as    to    « 
is   just   and   reasonable,    there   can    be    no    practicable    use   or   sen, 
reason  for  the  board  hearing  the  dispute  and  expressing  an   op; 
or    rendering    a    decision.      Likewise,    if    the    employes    are    Koim 
ignore  the  board's  opinion  and  decision  and  rely  on  their  leeril  rights 
to  determine   for   themselves    the    rules   under   which    they    will    w 
as  some  of  them  have  been  indicating  they  will  do.  it  is  equally 
less  for  the  board  to  hear  and   decide   the  matter.     It   was   doubi 
because   of  a  recognition   of  this   conflict   in   strictly   legal   rights 
Congress,  in  the  interests  of  the  public  and  to  prevent  interruption  of 
traffic   and   the  operation   of  the    carriers,    created   this   board    -md    di- 
rected it  to  decide  what,  in  view  of  all  the  facts,  was  and  is  ju^t   .mil 
reasonable   in  each  case. 

The    board    in    its    previous    decisions   has    endeavored    to    be    gov- 
erned by  these   principles.     It  has   constantly   in   view   the   public   in- 
terest and    the   rights  of   the  public   to   demand   prompt    efficient,    and 
economical   transportation.     It   recognizes   the  necessity  for  disc  ij 
and  control  by  management,  and   it  hesitates  to  Interfere  by  it> 
cision  with   the   management's   freedom  and   discretion    in    th«>se   it 
ters.      It   has    required   a   clear   showing   of  obvious   wrong   or  a   plain 
violation    of   contract    of    employment    before    granting    relii-t      as    its 
numerous    decisions    in    discipline    cases    demonstrate.      But    it    must 
and  does  recognize   that  employes  have   interests   that   must   In-   "iven 
consideration  if  disturbance  is  to  be  avoided   and  loyal,   cheerful, 
efficient   service  obtained. 


ALFALFA    VIA    PANAMA    CANAL 

"One   of   the   outstanding   events   in   the   hay  market   situa- 
tion during  the  week  ending  September  10  was  the  arrival  at 
New  York  of  about  150  tons  of  California  alfalfa  shipped  via  the 
Panama  Canal,"  says  the  Market  Reporter,  published  by  the  IV 
partment  of  Agriculture.     "Another  was  the  advance  in  cotton 
which,  while  not  causing  any  immediate  improvement  in  the  de- 
mand for  hay  from  the  South,  caused  a  more  optimistic  fed 
on  the  part  of  the  trade  as  to  the  future  demand  for  hay  i'> 
that  section.     Many  central  western   dealers  are  anticipating 
reduction  in  freight  rates  which,  together  with  an  improved  de- 
mand, it  is   thought   will   put  the   hay   business   in   the  central 
western  markets  back  into  a  nearly  normal  condition." 


September   -I. 


I, 


III      TRAFFIC     WORLD 


Current  Topics 

in  Washington 

- ^__^_^_^__ 

The  Unemployment  Conference. — The  President's  unemploy- 
MI. TII   conference,  which  begins  September  26,  will  afford  a  fine 
opportunity   for  those  speculatively  inclined  to  find  solutions  for 
ih.     qm  si  am    ol    rates   between   carrier   and   shipper.     The   fact 
i ha i    there   will   he   some   railroad  executives   in   the  conference 
will    In-     nili.  ient    io    produce  speculation.     One   of  the   favorite 
•esiiniis   with   regard   to  that  conference  has  been    that    the 
industrial    leaders   in   it    will   suggest    to   the   railroad   men 
who  may  be  members  of  it  or  attend  it   that  the  railroad  execu- 
tives  would    he  able   to  get   farther  with  their  plans  to  reduce 
the   wages   ol    their   employes   if   they   would   first   make  a   few 
actions   in    rates.     No  one  seems   to  know  who  started  that 
story.     It    is    the   fashion   in   Washington,   however,  to  attribute 
any   theory   or   plan   respecting   lower  freight  rates   to   Herbert 
Hoover.     At   one  time  he  did  considerable  talking  about  lower 
lni-hl    rates.     That    talking,   apparently,   is   foundation   enough 
for  anything  that  anyone  may  now  desire  to  attribute  to  him. 
For  the  time  being,  therefore,  the  suggestion  that  the  best  way 
for  the  railroad  executives   to   make  progress  with  their  wage 
reduction  plans  would  be  first  to  reduce  rates,  will  stand  to  the 
credit    or   discredit    of    the   Secretary   of   Commerce.     Secretary 
Hoover,  however,  is  not  admitting  that  he  made  the  suggestion, 
though  he  favors  anything  that  may  contribute  to  a  revival  of 
business,   even   if   someone  must   make   a   sacrifice   to   bring   it 
about.     Hoover   believes   the   farmer   has    made   more   than   his 
Share  of  sacrifice  because  he  is  not   well   organized.     His  idea 
that    the   retailer,   however,   has   done  practically  nothing   to 
help  bring  about  the  readjustment  that  will  bring  things  back 
into  proper  proportion  and  enable  the  business  machine  to  go 
forward,  not   like  a  racehorse,  but   like  a  good  old  dependable 
family  mare,  taking  the  family  and  its  truck  to  market  and  then 
getting  the  family  with   its  store  purchases   back  to  the  farm. 

Preferential  Rail  Rates  for  Japan. — Alleged  preferential  rail- 
road rates  exacted  by  Japan  for  her  subjects  from  the  Man- 
churian  railroad  are  to  be  discussed  at  the  conference,  to  be 
begun  on  November  11,  on  the  Pacific  and  Far  Eastern  questions, 
coincidentally  with  the  conference  on  the  limitation  of  arma- 
ments. The  fact  that  railroad  rates  in  which  American  shippers 
have  some  interest  were  to  be  discussed  was  learned  when  the 
State  Department  made  public  the  agenda  or  program  of  tenta- 
tive suggestions  as  to  topics  to  be  discussed.  The  whole  sub- 

df  what  Japan  has  been  doing  in  China  and  eastern  Siberia, 
the  agenda  shows,  will  be  open  for  discussion,  because,  under 
the  heading,  "Questions  relating  to  China,"  the  subjects  to  be 
discussed  are  territorial  integrity;  administrative  integrity;  open 
door— equality  of  commercial  and  industrial  opportunity;  con- 
cessions, monopolies  or  preferential  economic  privileges;  devel- 
opment of  railways,  including  plans  relating  to  the  Chinese  East- 
ern; preferential  railroad  rates;  and  status  of  existing  commit- 
ments. The  second  subject  on  the  agenda  of  the  far  eastern 
conference  is  Siberia  and  the  announcement  says  the  same  ques- 
tions that  have  been  posed  for  discussion  and  answer  as  to  China 
are  to  be  asked  and  answered  as  to  Siberia.  Whether  the  inclusion 
of  preferential  rates  on  Chinese  and  Siberian  railroads  will  cause 
any  question  to  be  raised  about  the  suggested  preferential  rates 
on  American  railrdads  under  section  28  of  the  Jones  shipping 
law  is  one  of  the  questions  that  cannot  be  answered  now.  There 
s  a  wide  distinction,  however,  between  preferential  rates  on 
Chinese  and  Siberian  railroads,  limited  to  Japanese  subjects,  and 
preferential  rates  on  American  railroads  for  Americans.  The 
agenda  does  not  raise  any  question  about  preferential  rates  for 
Japanese  subjects  on  Japanese  railroads.  That  is  the  difference 
between  questions  of  preference  on  Chinese  and  Siberian  rail- 
roads for  Japanese  subjects  and  preferential  rates  on  American 
railroads  for  Americans.  The  far  eastern  part  of  the  agenda, 
t  is  believed,  shows  that  the  Harding  administration  is  going 
back  to  the  John  Hay  policy  with  regard  to  China.  Hay,  in 
July,  1900,  during  the  height  of  the  Boxer  rebellion,  laid  down 
the  propostion  that  the  United  States  stood  for  the  preservation 
of  the  territorial  integrity  and  administrative  entity  of  China, 
:md  the  open  door.  Since  then,  according  to  the  belief  of  many 
Americans,  Japan,  backed  possibly  by  some  of  the  European 
powers,  has  been  trying  to  close  the  door  and  to  destroy  the 
administrative  entity  of  China,  leaving  only  the  name  and  a  shell 
of  China,  all  in  contravention  of  the  rule  laid  down  by  William 
McKinley  and  John  Hay.  That  declaration  of  policy  respecting 
the  ancient  empire  was  made  as  a  counter-stroke  to  the  thinly 
veiled  proposal  of  the  German  emperor,  which,  but  for  American 
friendship  for  China,  it  was  believed  then,  would  have  resulted 
in  the  immediate  dismemberment  of  China.  Commercially,  Jap- 
anese domination  of  China  would  mean  exclusion  of  American 
trade  from  China  for  the  benefit  of  Japan.  By  preferential  rates 
on  the  railroads,  Japan  is  believed  to  have  accomplished  almost 


as  much  us  If  China  had  been  dismembered.  The  discussion  of 
the  questions  on  the  announced  agenda  Is  to  bring  out  the  facts 
and  a  plan  for  changing  conditions  there,  so  as  to  give  American 
traders  an  equal  opportunity  with  traders  of  other  nationalities. 


Much  Ado  About  Little. — Application  of  the  Texas  carriers 
for  a  thirteenth  section  proceeding  because  the  Texas  commis- 
sion has  ordered  them  to  provide  stock  cars  properly  slatted  for 
in  hastate  shipments  of  watermelons,  without  charge  to  the  ship- 
pers, evoked  some  not  overly  complimentary  comment.  The 
tariffs  require  Interstate  shippers  to  pay  $5  for  the  slats  that 
must  be  put  between  the  bars  of  stock  cars  to  make  them  suit- 
able for  the  shipment  of  watermelons.  Those  who  read  the 
Commission's  announcement  seemed  to  regard  the  act  of  the 
Texas  carriers  as  calling  for  the  exercise  of  a  great  power  in 
a  small  matter.  The  law  is  supposed  to  deal  only  with  serious 
matters.  There  is  a  rule  that  the  law  disregards  small  matters. 
There  is  no  doubt  but  that  if  the  order  of  the  Texas  commis- 
sion, dated  July  2,  is  permitted  to  stand,  there  will  be  a  dis- 
crimination between  state  and  interstate  shipments  of  water- 
melons. It  will  be  represented  by  the  difference  between  $5  a 
car  paid  by  the  interstate  shipper  and  the  cost  of  the  slats  the 
railroads  will  be  required  to  furnish  for  state  shipments.  But 
it  is  suggested  that  the  watermelon  business  is  perhaps  not  so 
great  that  the  railroads  of  Texas  would  be  put  out  of  business 
if  they  ignored  that  difference,  especially  in  view  of  the  fact 
that  it  is  a  big  question  whether  the  Commission,  when  it  conies 
to  consider  the  fundamental  question,  will  not  hold  that,  inas- 
much as  it  is  the  duty  of  a  carrier  to  furnish  cars  fit  for  the 
transportation  that  is  requested,  the  carriers  should  not  require 
shippers  to  pay  the  cost  of  putting  cars  in  proper  condition. 
The  extra  slats  are  needed  to  make  it  impossible  for  the  boy 
with  a  knife  to  help  himself  to  a  piece  of  watermelon,  as  would 
be  the  case  were  there  no  slats  between  the  bars  in  the  stock 
cars  used  for  watermelon  loading. 


Truck  Competition  with  Railroads. — Perhaps  the  Atlantic 
Coast  Line  complaint  against  the  Southern  Seaboard  Air  Line 
and  the  South  Carolina  commission  will  bring  out  the  truth  as 
to  whether  the  truck  is  a  serious  competitor  of  the  railroad  in 
the  conduct  of  short-haul  transportation.  A  Texas  road  asked 
permission,  a  few  months  ago,  to  reduce  the  Commission-made 
rate  on  gasoline  because  it  was  so  high  that  the  refiner  found 
it  cheaper  to  truck  his  product  twenty-six  miles  than  to  ship  it 
by  steam  railroad.  The  Atlantic  Coast  Line,  in  controverting 
the  claim  of  the  Southern  and  the  Seaboard  that  they  desired 
reductions  in  the  short-haul  rates  so  as  to  meet  the  truck  com- 
petition, asserted  that  trucks  could  not  be  used  profitably  for 
hauls  greater  than  fifty  miles.  By  inference,  therefore,  it  as- 
serted that  reductions  for  hauls  as  great  as  120  miles  were  use- 
less incursions  into  the  revenue  fields  of  the  carriers  by  rail- 
road. The  Seaboard-Southern  side  of  the  matter,  at  the  time 
this  was'  written,  had  not  been  put  before  the  Commission — at 
least,  not  officially.  Unofficially,  employes  of  the  Commission 
had  been  told  that  all  through  the  Carolinas  trucks  with  cater- 
pillar equipment  were  being  used  to  carry  cotton  over  poor  roads 
for  considerable  distances.  The  Atlantic  Coast  Line  said  the 
trucks  were  not  being  used  except  in  districts  in  which  good 
roads  had  been  built  and  not  at  all  for  the  transportation  of 
cotton  for  which  transit  privileges  were  desired.  Lincoln  Green, 
who  makes  the  traffic  policy  of  the  Southern,  is  not  given  to 
making  sacrifices  of  revenue  just  for  the  sake  of  finding  out 
whether  one  can  put  wings  on  dollars.  Therefore,  it  is  sus- 
pected that,  when  the  matter  comes  to  a  hearing,  the  Commis- 
sion will  learn  something  about  truck  transportation  of  which 
it  is  now  in  ignorance.  The  only  trouble  likely  to  be  encountered 
will  result  from  the  reluctance  of  those  who  have  benefited  from 
truck  transportation  to  tell  about  its  goodness.  If  they  really 
have  something  worth  while,  they  may  not  be  anxious  to  tell 
everybody  about  it. 


Regulation   of   Motor  Trucks. — There  are   men  on   the  pay-' 
rolls  of  the  Commision  who  have  an  idea  that  the  regulation  ) 
of  common   carriers,  no  matter  by  what   agency,  will   soon   be 
committed  to  the  federal   regulating  body.    If  the  carriers  by 
railroad  and  carriers  by  track  ever  enter  into  joint  undertakings, 
extension  of  the  power  of  the  Commission  may  be  expected,  as 
a  matter  of  course.     But  extension  of  the  power  simply  because  j 
trucks  are  competitors,  or  may  become  competitors,  of  carrier.- 
by  railroad,  it  is  believed,  will  be  one  of  the  last  things  under- 
taken by  Congress.    Federal  regulation  of  carriers  by  railroad  ! 
came  only  when  the  railroads  had  developed  to  such  an  extent 
that   they  were  too  powerful  for  any  one  state.     As  things  now 
look,  the  day  is  far  off  when  carriers  by  truck  will  be  too  power- 
ful for  regulation  by  the  states.    Congressmen  are  now  a  bit 
sour  on  what  they  did  when  they  amended  the  thirteenth  section 
so  that  practically  every  transportation  question  has  to  be  taken 
to  Washington.    Just  now  they  do  not  seem  inclined  to  go  far- 
ther in  that  direction.    Much  of  the  law  relating  to  carriers  by 
rail   would   be    inapplicable   to   carriers   by   truck.     Probably,    if 
there  should  ever  be  federal  regulation  of  trucks,  the  principles 
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of  the  common  law  would  have  to  be  studied  by  practitioners 
whose  eyes  pretty  nearly  fall  out  when  they  go  back  to  the  law 
text-books  and  are  reminded  of  what  they  were  taught  as  the 
law  governing  common  carriers,  so  that  they  could  serve  clients 
who  claimed  that  truck  A  discriminated  against  them  because 
it  hauled  fertilizer  for  their  competitors  for  less  than  they  hauled 
their  fertilizer,  under  like  conditions  and  in  similar  circum- 
stances. A  good  defense  against  such  a  charge  would  be,  first, 
that  the  roads  were  in  better  condition  when  the  first  hauling 
was  done  than  when  the  second  was  done;  and,  second,  that 
they  had  to  charge  more  for  the  second  hauling  because  the 
fertilizer  of  the  complainant  was  so  obnoxious  to  the  noses  of 
their  drivers  that  the  latter  went  on  strike  and  could  be 
induced  to  return  to  their  employment  only  after  there  had  been 
an  increase  in  their  wages  and  a  deodorant  had  been  applied 
1  to  the  tonnage  of  the  complainants. 


The  Ford  Aversion  to  Hearings. — Failure  to  appear  at  hear- 
ings called  by  the  Commission  seems  to  be  a  part  of  the  policy 
of  the  Detroit,  Toledo  &  Ironton.  Thus  far  it  has  had  a  perfect 
batting  average  in  the  matter  of  ignoring  Commission  hearings 
since  the  road  passed  into  the  control  of  Ford.  Last  spring  the 
Ford  people  were  called  on  to  show  why  the  protest  of  minority 
interests  in  that  road  against  a  proposed  lease  should  not  be 
heeded.  Did  the  Ford  people  show  up?  They  did  not.  They 
ignored  Alexander  L.  Strouse  and  his  protest  in  behalf  of  minor- 
ity interests.  The  Commission  proceeded  without  waiting  for 
the  Ford  people,  but  converted  the  proposed  hearing  into  a 
conference.  Chief  Examiner  Quirk  held  the  hearing  at  Colum- 
bus on  the  Ford  coal  rates,  as  scheduled,  but  Ford  made  no 
attempt  to  show  the  Commission  why  he  should  be  permitted  to 
disregard  the  settlement  it  made  of  the  long-continued  contro- 
versy over  rates  on  coal  from  competing  fields  in  Ohio  and  West 
Virginia.  He  may  have  a  good  reason  for  having  proposed  what 
he  did,  but  the  Commission  is  not  to  be  advised  of  it  in  the 
usual  and  orderly  way  provided  by  law,  unless  the  Ford  people 
change  their  minds  and  later  ask  to  be  heard.  If  free  advertis- 
ing is  what  they  sought,  and  possibly  the  making  of  propaganda 
against  the  Commission,  they  have  succeeded,  apparently,  among 
those  for  whose  protection  the  act  to  regulate  commerce  was 
passed.  Popular  opinion  seems  to  be  that  Ford  is  a  public  bene- 
factor, while  the  Commission,  if  it  does  as  it  must  in  obedience 
to  law  and  orders  the  cancellation  of  the  Ford  tariff,  will  be 
regarded  as  an  upholder  of  corporations  against  the  interests  of 
the  plain  "peepul."  A.  E.  H. 


PAYMENTS   TO   CARRIERS 

Additional  partial  payments  to  railroads  announced  by  the 
Treasury  Department  September  19  follow:  White  Sulphur  & 
Huntersville  Railroad  Company,  $14,000;  the  Cooperstown  & 
Charlotte  Valley  Railroad  Company,  $15,000;  Chicago  Junction 
Railway  Company,  $50,000;  Sandy  River  &  Rangeley  Lakes 
Railroad,  $10,000;  Greenwich  &  Jacksonville  Railway  Company, 
$6,000;  Moshassuck  Valley  Railroad  Company,  $10,000;  St.  Louis- 
San  Francisco  Railway  Company,  $200,000;  Gulf,  Texas  &  West- 
ern Railway  Company,  receiver,  $20,000;  the  Delaware  &  Hud- 
son Company,  $7,500;  Frankfort  &  Cincinnati  Railway  Company, 
$5,600. 

Additional  partial  payment  certificates  issued  by  the  Com- 
mission follow:  Delaware  &  Hudson,  $7,500;  Gulf,  Texas  & 
Western,  $20,000;  St.  Louis-San  Francisco,  $200,000. 

The  Commission,  in  a  partial  payment  certificate  under 
section  204,  has  certified  to  the  Treasury  that  $40,000  is  due 
the  Georgia  Coast  &  Piedmont  Railway  Company,  and  that  the 
carrier  owes  the  government  $3,513.52. 

The  Railroad  Administration,  September  21,  announced  that 
final  settlements  had  been  made  with  the  following  companies 
for  the  twenty-six  months  of  federal  control:  Chicago  &  North- 
western, $6,500,000;  Chicago,  St.  Paul,  Minneapolis  &  Omaha. 
$1,200,000;  Old  Dominion  Steamship  Co.,  $900,000;  Wrightsville 
&  Tennille  Railroad  Co.,  $22,500;  and  the  Louisville  &  Wadley 
Railroad  Co.,  $3,175.  The  payments  in  each  case  covered  com- 
pensation due  the  carriers  from  the  government  and  also  dis- 
puted items. 


RALEIGH  CHAMBER  OF  COMMERCE  CASE 

The    Traffic    World    Washington   Bureau 

Another  futile  effort  was  made  September  19  and  20  for  an 
agreement  between  carriers  and  shippers  as  to  rates  in  accord- 
ance with  the  Commission's  decision  in  No.  10515,  Raleigh  Cham- 
ber of  Commerce  against  the  southeastern  railroads,  so  that  when 
the  tariffs  are  filed  they  will  not  be  protested.  Brooks  Brown,  of 
the  Southern,  presided  at  the  conference  in  September  as  at 
the  conference  in  July. 

The  rates  from  eastern  cities  to  Virginia  cities,  which  caused 
the  greatest  commotion  in  the  July  conference,  were  mentioned 
only  incidentally  because  arrangements  had  been  made  by  the 
eastern  lines  for  a  conference  in  New  York  on  September  22  be- 
tween themselves  and  shippers  at  the  eastern  cities  with  a  view 
to  coming  to  an  agreement  as  to  differentials  at  points  of  origin. 


The  Commission,  in  its  decision  on  docket  No.  10515,  fixed  the 
spread  to  the  groups  in  North  Carolina  and  states  south  of  it, 
so  there  was  nothing  to  be  negotiated  on  that  point. 

At  the  conference  on  September  19  the  carriers  suggested  a 
scale  beginning  with  $1  first  class  from  Richmond  to  the  first 
North  Carolina  group  instead  of  $1.07  proposed  at  the  July  con- 
ference. 

The  greatest  contention,  however,  was  not  on  the  quantum 
of  the  first  class  rates  but  the  percentage  relationship  between 
the  classes.  The  carriers  fought  for  the  adoption  of  the  so-called 
standard  southern  scale  per  cents,  which  are  higher  than  the 
per  cents  in  the  existing  scale.  Shippers  objected  to  the  south- 
ern per  cents  because  the  effect  would  be  to  increase  rates  more 
than  they  think  the  Commission's  order  to  remove  discrimina- 
tion intended  they  should  be  permitted  to  increase  them. 

The  southern  railroads  have  asked  the  Commission  to  ex- 
tend the  operative  date  of  its  order  in  the  Raleigh  Chamber  of 
Commerce  case  from  November  15  to  November  28.  The  request 
is  based  on  two  grounds.  The  first  is  that  they  will  need  the 
extra  time  to  iron  out  all  the  difficulties  they  have  already  en- 
countered in  their  effort  to  comply  with  the  mandate  to  remove 
the  discrimination  the  Commission  found  they  were  practicing 
against  North  Carolina.  The  second  is  that  the  later  day  is  the 
effective  date  of  the  order  in  I.  and  S.  No.  1303,  in  which  rates 
to  the  Mississippi  River  are  to  be  established.  The  rates  in  the 
two  cases  are  so  inter-related  that  the  carriers  think  they  should 
be  made  operative  at  the  same  time. 


COMMISSION  ORDERS 

Complainant's  petition  for  supplemental  and  modified  find- 
ings in  No.  11446,  Northern  West  Virginia  Coal  Operators' 
Association  vs.  Pennsylvania,  Director-General  et  al.,  has  been 
denied.  The  case,  however,  has  been  reopened  for  further  hear- 
ing on  motion  of  division  5  of  the  Commission. 

The  American  Farm  Bureau  Federation  has  been  permitted 
to  intervene  in  No.  13107,  the  National  Live  Stock  Exchange  vs. 
A.  T.  &  S.  F.  et  al. 

The  Port  Arthur  Chamber  of  Commerce  and  Shipping  and 
the  Texas  Chamber  of  Commerce  have  been  permitted  to  inter- 
vene in  No.  12798,  Galveston  Commercial  Association  vs.  G  H. 
&  S.  A.  et  al. 

The  Grand  Rapids  Association  of  Commerce  has  been  per- 
mitted to  intervene  in  No.  12828,  Michigan  Paper  Mills  Traffic 
Association  vs.  C.  &  O.  et  al. 

The  complaint  in  No.  12998,  The  State  Highway  Dept.  of 
Texas  vs.  Director-General,  has  been  amended  by  making  the 
Chicago  &  Northwestern  Railway  Co.  and  others  additional  par- 
ties defendant. 

The  Dewey  Portland  Cement  Co.  has  been  permitted  to  in- 
tervene in  No.  12701,  The  Atlas  Portland  Cement  Co.  vs.  C.  B. 
&  Q.  et  al.,  and  No.  12702,  same  vs.  same. 

The  Southern  Minnesota  Mills  has  been  permitted  to  inter- 
vent  in  No.  13000,  Board  of  Railroad  Commissioners  of  the  State 
of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  Omaha  Grain  Exchange  and  the  Southern  Minnesota 
Mills  have  been  permitted  to  intervene  in  No.  13033,  The  Atclri- 
son  Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  lola  Cement  Mills  Traffic  Association,  the  Great  West- 
ern Portland  Cement  Co.  of  Kansas,  the  Monarch  Cement  Co., 
Ash  Grove  Lime  &  Portland  Cement  Co.,  the  Fredonia  Portland 
Cement  Co.,  the  Western  States  Portland  Cement  Co.,  Dewey 
Portland  Cement  Co.,  and  Bonner  Portland  Cement  Co.  have 
been  permitted  to  intervene  in  No.  12704,  the  Atlas  Portland 
Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

The  Elk  River  Coal  &  Lumber  Co.  has  been  permitted  to 
intervene  in  No.  12995,  Southern  Hardwood  Traffic  Assn.  et  al. 
vs.  Illinois  Central  et  al. 


CHANGES   IN    DOCKET 

Hearing  in  12900,  Red  Lion  Board  of  Trade  vs.  Md.  &  Pa.  R.  R. 
et  al.,  assigned  for  September  19  at  York,  Pa.,  was  cancelled. 

Hearing  in  I.  and  S.  1383  (and  first  and  second  supplemental 
orders),  assigned  for  September  21  at  Phoenix,  Ariz.,  was  can- 
celled. 

Hearing  on  12789,  the  Central  Iron  &  Steel  Co.  vs.  Camp- 
bell's Creek  Railroad  et  al.,  assigned  for  September  21  at  Har- 
risburg,  Pa.,  was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  12845,  Harry  A.  Pitts  vs.  T.  &  P.  et  al.,  assigned 
for  September  23  at  Washington,  was  postponed  to  a  date  to  be 
hereafter  fixed. 


PETITIONS  FOR  REHEARING 

The  Central  New  England  Ry.  Co.  and  New  York,  New 
Haven  &  Hartford  R.  R.  Co.,  defendants  in  No.  10357,  Seaboard 
By-Products  Coke  Co.  vs.  Director-General,  D.  L.  &  W.  et  al., 
have  asked  the  Commission  to  reopen  that  and  affiliated  cases 
for  the  taking  of  further  testimony. 

Complainant  in  No.  11220,  Orange  Rice  Mill  Co.  vs.  Director- 
General  et  al.,  has  asked  the  Commission  to  grant  a  rehearing 
in  that  case. 
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Decisions  of  Interstate  Commerce  Commission 


RATE  ON  BRICK  IN  OHIO 

The  Commission  has  dismissed  No.  11425,  John  Kline  Brick 

Co.  vs.   Director-General,  New  York  Central,  et  al.,  opinion  No. 

t;::  I.  c.  C.  439-42,  holding  that  a  rate  of  70  cents  on  brick 

from   \Viekliffe,  0.,  within  two  miles  of  the  switching  limits  of 

eland,  to  Cleveland,  during  federal  control,  was  not  unreason- 
able. The  question  at  issue  was  one  of  reparation.  At  the  argu- 
ment the  railroad  administration  insisted  that  If  the  Commis- 
sion wave  the  complainant  relief  its  order  would  have  a  disastrous 
riT.  i  i  on  the  revenues  of  the  railroad  administration. 

Prior  to  General  Order  No.  28  the  rate  within  the  Cleveland 
district  was  20  cents  and  from  Wickliffe  30  cents,  a  spread  of 
in  cents.  Under  General  Order  No.  28  the  rate  within  the  switch- 
\\\K  district  became  30  cents  and  the  WicklifTe  rate  70  cents,  the 
spread  being  quadrupled.  That,  according  to  the  allegation  of 
the  complainant,  put  it  out  of  business. 

Commissioner  Eastman,  in  a  dissent,  called  attention  to  the 
1 1  increase  in  the  disadvantage  of  the  complainant,  arising 
from  no  cause  other  than  that  the  Railroad  Administration  ap- 
plied the  terms  of  General  Order  No.  28  literally,  so  that  at  the 
"s  of  switching  districts  big  rate  humps  were  formed.  Com- 

-ioner  Eastman  said  that  if  the  carriers  are  to  be  allowed 
to  form  great  switching  districts  with  low  switching  rates,  they 
owe  a  duty  to  the  industries  on  the  margin,  like  the  complainant, 
to  grade  down  the  hump  somewhat  so  that  it  will  not  be  too 
formidable  a  barrier  to  business.  The  examiner  recommended 
a  holding  that  a  rate  of  40  cents  instead  of  70  would  have  been 
reasonable  for  application  from  Wickliffe  into  Cleveland.  Such 
a  rate  would  have  allowed  the  complainant  to  continue  competi- 
tion with  brick  makers  within  the  switching  limits  on  the  same 
spread  between  rates. 


C.  B.  &  Q.  CONNECTION  FOR  MARION,  ILL. 

Marion,  111.,  now  served  by  the  Marion  &  Eastman,  the 
Illinois  Central,  Missouri  Pacific,  and  the  Chicago  &  Eastern 
Illinois,  will  not  acquire  the  services  of  the  Burlington  by  reason 
of  any  order  or  orders  that  might  be  issued  by  the  Commission. 
That  body  has  dismissed  No.  11670,  Cameron  Coal  Co.  et  al.  vs. 
Marion  &  Eastern  et  al.,  opinion  No.  7144,  63  I.  C.  C.  434-8,  hold- 
ing that  public  convenience  and  necessity  do  not  require  the 
Illinois  Central  to  allow  the  Marion  &  Eastern  to  use  its  tracks 
from  Marion,  to  a  point  where  the  Burlington  crosses  the  Illinois 
Central  overhead,  approximately  two  miles  west  of  Marion.  It 
also  holds  that  the  Marion  ,&  Eastern  is  not  a  lateral  branch 
line  within  the  meaning  of  paragraph  (9)  of  section  1  of  the  in- 
terstate commerce  law,  as  construed  by  the  supreme  court  of 
the  United  States  in  U.  S.  vs.  B.  &  O.  Southwestern,  226  U.  S., 
14. 

The  complaint  was  brought  by  coal  companies  now  served  by 
the  railroads  entering  Marion,  and  by  civic  bodies  in  Marion, 
with  a  view,  the  Commission's  report  said,  to  procuring  for  the 
city  of  Marion  a  connection  with  the  Burlington,  and  for  the 
complaining  coal  companies  the  benefits  of  car  service  from  the 
Burlington.  The  coal  companies  complained  against  the  Burling- 
ton, alleging  undue  prejudice  because  the  Burlington,  by  mean* 
of  trackage  arrangements  with  the  other  carriers  in  that  general 
vicinity,  treats  mines  at  Logan  on  the  Illinois  Central  and  at 
Bush  and  Royalton  on  the  Missouri  Pacific  as  being  situated  on 
their  rails  but  thus  far  has  declined  to  make  any  arrangements 
with  the  carriers  serving  Marion  whereby  the  mines  of  the  com- 
plainants will  be  treated  as  being  on  the  Burlington  rails,  and 
therefore  entitled  to  receive  allotments  of  cars'from  that  carrier. 

The  complainants  suggested  an  order  requiring  the  Illinois 
Central  to  allow  the  use  of  its  rails  by  the  Marion  &  Eastern  to  the 
point,  two  miles  west  of  Marion,  where  the  Burlington  crosses  the 
Illinois  Central,  not  at  grade,  but  overhead,  and  the  construc- 
tion by  the  Marion  &  Eastern  of  a  connection  between  the 
Burlington  and  the  Illinois  Central,  which  would  become  part  of 
the  line  of  the  Marion  &  Eastern  over  its  own  rails  and  over 
those  of  the  Illinois  Central. 

All  the  carriers,  other  than  the  Marion  &  Eastern,  objected 
to  the  proposed  arrangement.  Without  deciding  whether  para- 
graph (4)  of  section  3  was  applicable  to  the  situation  the  Com- 
mission held  public  convenience  and  necessity  do  not  require  the 
use  of  the  Illinois  Central  rails  by  the  Marion  &  Eastern.  Dis- 
position of  that  part  of  the  prayer  left  for  disposition  the  prayer 
for  a  switch  connection  between  the  Burlington  and  the  Illinois 
Central.  That  prayer,  the  Commission's  report  said,  was  con- 
tingent upon  a  grant  of  the  prayer  requiring  the  Illinois  Central 
to  permit  the  Marion  &  Eastern  to  use  its  rails,  so  that  the 
Marion  &  Eastern  might  reach  the  point  of  tho  proposed  switch 
connection. 

In  asking  for  that  order  the  complainants  relied  on  that  part 
of  the  first  section  requiring  connections  be  made  between  trunk 


lines  and  "lateral  branch  lines."  The  Marlon  4  Eastern,  which 
desired  to  be  regarded  as  a  lateral  branch  line,  the  Commission 
pointed  out,  Is  more  than  two  miles  east  of  the  Burlington.  There- 
fore the  regulating  body  said  It  was  not  a  lateral  branch  line 
within  the  meaning  of  that  case  that  arose  out  In  Ohio  In  which 
an  effort  was  made  to  force  a  connection  between  the  B.  t  O. 
Southwestern  and  an  electric  road.  The  court,  In  disposing  of 
that  case,  said  that  a  branch  line  was  one  that  was  a  branch 
without  the  intervention  of  an  order  of  the  Commission  making 
it  such,  or  holding  it  to  be  a  lateral  branch  line. 


RATE  ON  SPLIT  OAK  STAVES 

With  Commissioner  Eastman  dissenting,  the  Commission  has 
held,  in  a  report  on  No.  11482,  Louis  Werner  Stave  Co.  vs.  Beau- 
mont, Sour  Lake  &  Western  et  al.,  opinion  No.  7146,  63  I.  C.  C. 
442-5,  that  rates  on  split  oak  staves  from  Galveston,  Kirbyville, 
Milvid  and  Bronson,  Tex.,  to  New  Orleans,  for  export,  were  and 
are  not  unreasonable  or  unduly  prejudicial  but  that  the  rate 
from  Texas  City  to  New  Orleans  on  the  same  kind  of  traffic,  was, 
is,  and  for  the  future  will  be  unreasonable  because  and  to  the 
extent  that  it  exceeds  or  may  exceed  the  rate  from  Galveston, 
which  was  19  cents  prior  to  Ex  Parte  No.  74.  Seventy-one  car- 
loads of  split  oak  staves  shipped  between  October  18,  1918,  and 
December  3,  1919,  both  inclusive,  were  involved.  They  were  for- 
warded to  the  Texas  ports  for  export  but  on  account  of  ocean 
transportation  conditions  they  had  to  be  sent  on  to  New  Orleans. 
A  rate  of  19  cents  applied  from  Galveston  but  the  class  rate  of 
34  cents  was  in  effect  from  Texas  City.  The  carriers,  however, 
assessed  all  kinds  of  rates  from  Texas  City,  each,  however,  less 
than  the  class  rate. 

In  a  tentative  report  the  examiner  recommended  a  holding 
that  the  19-cent  rate  be  held  unduly  prejudicial  because  greater 
than  an  export  rate  of  15.5  cents  from  competing  points  of  origin 
in  the  interior  of  Texas,  maintained  from  a  group  on  the  South- 
ern Pacific.  The  19-cent  rate  applied  via  the  Santa  Fe  and  Gulf 
Coast  lines. 

Commissioner  Eastman  attacked  the  majority  report  for  not 
accepting  the  recommendation  of  the  examiner,  for  the  future 
rates  at  least.  It  declined  his  recommendation  on  what  East- 
man called  the  technical  ground  that  the  rates  under  comparison 
were  maintained  by  different  carriers.  Eastman  said  that  the 
majority  reached  correct  conclusions  as  to  the  71  carloads  but 
he  said  he  could  see  no  reason  why  the  examiner's  recommenda- 
tion for  the  future  should  not  stand,  because  it  was  clearly  the 
intention  of  the  complainant  to  attack  the  rates  in  which  the 
Southern  Pacific  participates  and  those  in  which  it  does  not  join. 
He  said  the  soundness  of  the  examiner's  conclusion,  in  effect, 
was  conceded  by  the  defendants  when  they  failed  to  file  excep- 
tions thereto. 


NAVAL  STORES  BETWEEN  S.  ATLANTIC  PORTS 
In  I.  &  S.  No.  1336,  Naval  Stores  Between  South  Atlantic 
Ports,  Including  Interior  Points,  opinion  No.  7149,  63  I.  C.  C., 
450-1,  the  Commission  has  found  not  justified  proposed  increased 
rates  on  naval  stores  between  South  Atlantic  ports  and  from  inter, 
mediate  interior  points  to  the  ports  and  has  ordered  the  respond- 
ents to  cancel  the  schedules  on  or  before  October  11.  The  Com- 
mission had  suspended  the  schedules  until  October  12  on  pro- 
test of  navel  stores  interests.  The  respondents  proposed  in- 
creases ranging  from  80  to  200  per  cent  in  the  rates  on  rosin  and 
turpentine,  contending  the  present  rates  were  subnormal.  The 
Commission  said  while  the  present  rates  might  be  too  low,  the 
record  did  not  afford  a  basis  for  finding  that  the  proposed  in- 
creases had  been  justified. 


RATES  ON  BARLEY  MALT 

An  applicable  class  B  rate  of  $1.24  per  100  pounds  on  barley 
malt,  from  Great  Falls,  Mont.,  to  Milwaukee,  Wis.,  on  October  11, 
1918,  was  unreasonable  to  the  extent  that  it  exceeded  70.5  cents, 
and  the  present  rate  is  and  for  the  future  will  be  unreasonable  to 
the  extent  that  it  exceeds  or  may  exceed  70.5  cents  plus  the  gen- 
eral increase  under  Ex  Parte  74,  the  Commission  has  held  In  No. 
11959,  Kurth  Malting  Co.  vs.  Director-General,  as  agent,  and  C.  M. 
&  St.  P.,  opinion  No.  7147,  63  I.  C.  C.,  446-7.  Because  complain- 
ant's only  witness  admitted  that  his  testimony,  that  complainant 
paid  and  bore  the  freight  charges  was  based  on  hearsay,  the 
Commission  denied  reparation  for  lack  of  proof.  The  complain- 
ant contended  that  the  rate  of  $1.24  was  unresoanable  to  the  ex- 
tent that  it  exceeded  the  rate  of  43.5  cents  contemporaneously 
applicable  on  malt  sprouts  and  on  barley  and  other  grains  and 
grain  products,  from  Great  Falls  and  other  Montana  points  to  Mil- 
waukee. 

The  Commission  followed  its  decision  in  Kurth  Malting  Co. 
vs.  Director-General,  60  I.  C.  C.,  114,  wherein  it  found  that  the  rate 


.596 


THE    TRAFFIC    WORLD 


Vol.  XXVIII,  No.  13 


of  70.5  cents  on  malt  from  Great  Palls  to  Milwaukee,  in  effect 
when  the  shipments  in  the  instant  case  moved,  was  not  unreason- 
able or  otherwise  unlawful  in  comparison  with  the  contempor- 
aneous rate  of  43.5  cents  on  barley.  An  allegation  of  unjust  dis- 
crimination and  undue  prejudice  was  not  sustained,  the  Commis- 
sion said. 

Commissioner  Eastman,  dissenting,  concurred  in  the  finding 
with  respect  to  the  reasonableness  of  the  rate,  but  said  for  the 
reasons  stated  in  his  dissent  in  the  Kurth  case  referred  to  above, 
he  did  not  concur  in  the  finding  with  respect  to  undue  prejudice. 
The  defendants  have  been  ordered  to  comply  with  the  decision 
on  or  before  November  22. 


LOADING  OF  REVENUE  FREIGHT 

The    Traffic    World    Washington   Bureau 

Labor  Day  reduced  the  number  of  cars  of  revenue  freight 
loaded  the  week  ended  September  10  to  748,118  as  compared  with 
830,601  cars  in  the  preceding  week,  and  883,415  and  946,970  cars 
in  1920  and  1919,  respectively,  according  to  the  weekly  report  of 
the  car  service  division  of  the  American  Railway  Association. 
The  observance  of  Labor  Day  the  week  ended  September  10 
makes  impossible  comparisons  of  any  value  with  loadings  in  the 
preceding  week. 

The  loading  by  districts  in  the  week  ended  September  10  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,245  and  5,911; 
live  stock,  2,455  and  2,602;  coal,  37,691  and  40,109;  coke,  1,263 
and  3,699;  forest  products,  3,943  and  6,870;  ore,  2,289  and  10,921; 
merchandise,  L.  C.  L.,  52,811  and  42,469;  miscellaneous,  72,827 
and  90,667;  total,  1921,  180,524;  1920,  203,248;  1919,  231,363. 

Allegheny  district:  Grain  and  grain  products,  3,131  and 
2,851;  live  stock,  2,695  and  3,018;  coal,  39,096  and  53,201;  coke, 
2,100  and  8,044;  forest  products,  2,223  and  3,296;  ore,  5,179  and 
13,405;  merchandise,  L.  C.  L.,  40,794  and  35,609;  miscellaneous, 
50,122  and  66,388;  total,  1921,  145,340;  1920,  185,812;  1919,  207,603. 

Pocahontas  district:  Grain  and  grain  products,  247  and  169; 
live  stock,  296  and  205;  coal,  16,581  and  22,529;  coke,  146  and 
1,031;  forest  products,  979  and  1,846;  ore,  78  and  215;  merchan- 
dise, L.  C.  L.,  4,867  and  5,016;  miscellaneous,  3,916  and  4,957; 
total,  1921,  27,110;  1920,  35,968;  1919,  37,655. 

Southern  district:  Grain  and  grain  products,  3,566  and  2,868; 
live  stock,  1,835  and  2,086;  coal,  19,859  and  28,641;  coke,  320  ana 
1,451;  forest  products,  13,778  and  18,064;  ore,  230  and  2,810; 
merchandise,  L.  C.  L.,  33,599  and  32,267;  miscellaneous,  30,858 
and  36,191;  total,  1921,  104,045;  1920,  124,378;  1919,  122,388. 

Northwestern  district:  Grain  and  grain  products,  18,262  and 
12,351;  live  stock,  6,495  and  7,179;  coal,  8,284  and  9,876;  coke, 
497  and  1,598;  forest  products,  10,043  and  13,740;  ore,  18,298  and 
44,099;  merchandise,  L.  C.  L.,  24,716  and  25,002;  miscellaneous, 
31,080  and  40,293;  total,  1921,  117,675;  1920,  154,138;  1919,  160,758. 

Central  Western  district:  Grain  and  grain  products,  17,252 
and  10,590;  live  stock,  8,643  and  9,726;  coal,  16,413  and  19,606; 
coke,  149  and  400;  forest  products,  5,423  and  6,787;  ore,  692  and 
3,261;  merchandise,  L.  C.  L.,  27,592  and  28,882;  miscellaneous, 
40,650  and  38,246;  total,  1921,  116,814;  1920,  117,498;  1919,  123,079. 

Southwestern  district:  Grain  and  grain  products,  4,754  and 
4,257;  live  stock,  2,689  and  2,469;  coal,  4,125  and  5,784;  coke,  124 
and  104;  forest  products,  5,756  and  7,545;  ore,  866  and  733;  mer- 
chandise, L.  C.  L.,  14,137  and  17,243;  miscellaneous,  24,159  and 
24,238;  total,  1921,  56,610;  1920,  62,373;  1919,  64,124. 

Total,  all  roads:  Grain  and  grain  products,  54,457  and  38,997; 
live  stock,  25,108  and  27,285;  coal,  142,049  and  179,741;  coke, 
4,599  and  16,327;  forest  products,  42,145  and  58,148;  ore,  27,632 
and  75,444;  merchandise,  L.  C.  L.,  198,516  and  186,488;  miscel- 
laneous, 253,612  and  300,980;  total,  1921,  748,118;  1920  883415; 
1919,  946,970. 


RAILWAY  EXPENSES  CUT 

The    Traffic    World    Washington   Bureau 

The  Commission's  statement  on  operating  revenues  and  ex- 
penses of  Class  1  steam  roads  in  the  United  States,  including 
201  steam  roads  and  switching  and  terminal  companies,  for 
July  and  the  seven  months  ending  with  July  and  the  corre- 
sponding period  of  1920,  shows  the  results  of  the  efforts  of  the 
carriers  to  cut  expenses  in  the  face  of  diminished  returns. 

With  operating  revenues  dropping  from  $3,269,515,080  in  the 
first  seven  months  of  1920  to  $3,138,780,605  in  the  first  seven 
months  of  1921,  the  carriers  cut  expenses  from  $3,087,816,986  in 
the  1920  period  to  $2,727,711,669  in  the  1921  period,  a  reduction 
of  $360,105,317.  The  1921  period  included  one  month— July— in 
which  reduced  wages  were  in  effect. 

The  railway  operating  income  in  the  first  seven  months  of 
1921  was  $252,816,701  as  compared  with  $25,137,932  in  the  1920 
period  and  the  net  railway  operating  income  was  $213,552,249 
as  against  a  deficit  of  $2,007,998  in  the  first  seven  months  of 
1920.  The  ratio  of  expenses  to  revenue  dropped  from  94.44  per 
cent  in  the  first  seven  months  of  1920  to  86.90  per  cent  in  the 
1921  period. 

Expenses  for  maintenance  of  way  and  structures  were  cut 
from  $549,206,180  in  the  first  seven  months  of  1920 1o  $135,897,125 


in  the  first  seven  months  this  year,  and  the  expenses  for  main- 
tenance of  equipment  were  cut  from  $848,885,296  to  $737,351,678. 
Transportation  expenses,  which  are  made  up  largely  of  wages, 
were  cut  from  $1,525,804,827  in  the  first  seven  months  of  1920 
to  $1,377,721,187  in  the  first  seven  months  of  1921. 

In  the  eastern  district  the  roads  had  a  net  operating  income 
of  $80,037,881  as  compared  with  a  deficit  of  $103,633,307  in  the 
1920  period,  and  the  operating  ratio  dropped  from  101.97  per  cent 
in  the  1920  period  to  88.42  per  cent  in  the  1921  period. 

In  the  Pocahontas  region  the  carriers  had  a  net  railway 
operating  income  of  $16,669,019  in  the  first  seven  months  of  1921 
as  compared  with  $8,451,604,  in  the  1920  period,  and  the  operating 
ratio  dropped  from  91.33  per  cent  in  the  1920  period  to  80.70  per 
cent  in  the  1921  period. 

In  the  southern  district  the  roads  had  a  net  railway  oper- 
ating income  of  $17,760,230  as  compared  with  $16,816,428  in  the 
1920  period  and  the  operating  ratio  dropped  from  91.59  per  cent 
in  the  1920  period  to  89.92  per  cent  in  the  1921  period. 

In  the  western  district  the  roads  had  a  net  railway  oper- 
ating income  of  $99,085,119  as  compared  with  $76,357,277  in  the 
1920  period  and  the  operating  ratio  dropped  from  87.48  in  the 
1920  period  to  84.72  in  the  1921  period. 

In  the  month  of  July  the  carriers  for  the  country  as  a  whole 
had  a  net  railway  operating  income  of  $69,298,521  as  compared 
with  a  deficit  of  $12,053,290  in  July,  1920.  The  ratio  of  expenses 
to  revenues  dropped  from  97.18  per  cent  in  July,  1920,  to  78.39 
per  cent  in  July  this  year.  The  railway  operating  revenues 
dropped  from  $529,149,754  in  July,  1920,  to  $462,489,446  in  July 
this  year  and  expenses  dropped  from  $514,254,089  to  $362,841,183 
in  July  this  year. 

Expenses  for  maintenance  of  way  and  structures  dropped 
from  $100,857,228  in  July,  1920,  to  $65,161,318  in  July  this  year 
and  maintenance  of  equipment  dropped  from  $138,580,346  in  July, 
1920,  to  $95,097,865  in  July,  1921.  Transportation  expenses  were 
cut  from  $247,690,003  in  July,  1920,  to  $178,618,999  in  July  this 
year.  This  reduction  reflects  the  wage  cuts  authorized  by  the 
Railroad  Labor  Board. 

In  the  eastern  district  the  roads  in  July  had  a  net  railway 
operating  income  of  $27,336,133  as  compared  with  a  deficit  of 
$17,807,147  in  July,  1920.  The  operating  ratio  decreased  from 
102.49  in  July,  1920,  to  80.27  in  July  this  year. 

In  the  Pocahontas  region  the  carriers  had  a  net  railway  op- 
erating income  of  $3,858,704  in  July  as  compared  with  a  deficit 
of  $270,305,  in  July,  1920,  and  the  operation  ratio  decreased  from 
99.98  in  July,  1920,  to  72.18  in  July  this  year. 

In  the  southern  district  the  carriers  had  a  net  railway  op- 
erating income  of  $4,509,535  in  July  as  compared  with  a  deficit 
of  $2,904,795  in  July,  1920,  and  the  operating  ratio  dropped  from 
101.11  in  July,  1920,  to  86.23  in  July  this  year. 

In  the  western  district  the  roads  had  a  net  railway  operat- 
ing income  of  $33,594,149  in  July  as  against  $8,928,957  in  July, 
1920,  and  the  operating  ratio  decreased  from  89.65  in  July,  1920, 
to  75.54  in  July  this  year. 


EXPRESS  RATE  INVESTIGATIONS 

The    Traffic    World    Washington   Bureau 

Denial  by  the  state  commissions  of  Utah  and  Arizona  of 
petitions  by  the  American  Railway  Express  Co.,  asking  authority 
to  make  applicable  to  intrastate  express  traffic  in  those  states 
increases  in  rates  and  changes  in  classification  similar  to  those 
permitted  by  the  Commission  on  interstate  traffic,  has  resulted  in 
the  Commission  ordering  investigations  to  determine  whether 
the  rates  and  classifications  required  by  the  states  cause  or  will 
cause  any  undue  or  unreasonable  advantage,  preference  or  preju- 
dice, as  between  persons  or  localities  in  intrastate  commerce,  on 
the  one  hand,  and  interstate  or  foreign  commerce,  on  the  other 
hand,  or  any  undue,  unreasonable  or  unjust  discrimination 
against  interstate  or  foreign  commerce.  On  application  of  the 
express  company,  the  Commission  entered  orders  of  investiga- 
tion in  No.  13068,  in  the  matter  of  intrastate  rates  of  the  Ameri- 
can Railway  Express  Co.  between  points  in  the  state  of  Arizona, 
and  in  No.  13070,  in  the  matter  of  intrastate  rates  of  the  Ameri- 
can Railway  Express  Co.  between  points  in  the  state  of  Utah. 


WISCONSIN    LINE    ABANDONMENT 

Application  for  authority  to  abandon  its  Washburn  branch 
in  Bayfield  county,  Wis.,  has  been  made  to  the  Commission  by 
the  Northern  Pacific.  The  branch  consists  of  33.78  miles  of 
main  track  and  3.11  miles  of  yard  track  and  sidings.  It  was 
formerly  the  main  line  of  the  Wrashburn,  Bayfield  &  Iron  River 
Railway  Co.,  and  was  purchased  in  1902  by  the  Northern  Pa- 
cific. Since  that  time  it  has  never  earned  operating  expenses 
but  has  always  been  operated  at  a  considerable  loss,  the  com- 
pany said.  With  the  exception  of  the  city  of  Washburn,  ac- 
cording to  the  application,  the  territory  served  is  very  sparsely 
settled,  is  unproductive  and  contains  no  prospect  of  future  de- 
velopment. Washburn  is  served  by  the  Chicago,  St.  Paul,  Min- 
neapolis &  Omaha,  and  abandonment  of  the  branch  would  be 
in  the  public  interest  by  reason  of  the  saving  in  expense  of 
operation  and  would  inconvenience  but  few  people,  the  North- 
ern Pacific  said. 
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Tentative  Reports  of  the  Commission 


RATES   ON   CEMENT 

Ivxaminer  John  T.  Money,  in  a  tentative  report  on  No.  11857, 
lulu  Cement  Mills  Truffle  Association  et  al.  vs.  Director-General, 

mi-iil,  Cassville  &  Exeter  Hallway  Co.  et  al.,  has  proposed 
tliat  the  Commission  find  that  rates  on  cement  from  points  In 
the  Kansas  gas  belt  and  from  Dewey,  Okla.,  to  points  in  Nebras- 
ka. South  Dakota,  \\voming,  Iowa  and  Missouri  were  unreason- 
able ami  that  reparation  be  awarded,  and  also  that  intrastate 

s  oil  cement  between  points  in  Kansas  during  federal  control 
were  not  umvasomilile  or  otherwise  unlawful.  The  rates  charged 
during-  the  period  August  8,  1918,  to  February  28,  1920,  both  In- 
clusive, were  established  August  8,  1918,  following  Western 

lent  Rates.  18  I.  ('.  ('.,  L'Ol,  and  Cement  to  Montana,  48  I.  C. 
C.,  402,  wherein  the  Commission  prescribed  maximum  rates  for 

interstate  transportation  of  cement  within  western  trunk  line 
territory  and  certain  other  territories  adjacent  thereto,  includ- 
ing the  territory  involved  in  the  instant  case.  The  Commission 
'tired  that  the  carriers,  in  conforming  to  the  decisions, 
use  as  a  measure  for  the  scale  rates  therein  prescribed  the  dis- 
tances via  "short-line  workable  routes,"  and  that  no  distinction 
should  be  made  in  rates  for  hauls  over  more  than  one  line,  and 
hat  the  carriers  should  establish  through  routes  and  joint  rates 
via  all  reasonably  available  direct  lines.  The  carriers  con- 
strued "short-line  workable  routes"  to  mean  the  short-line  dis- 
tances by  way  of  existing  routes  ordinarily  and  customarily  used 
and  in  connection  with  which  they  had  divisions,  and  they  pub- 
lished rates  based  on  such  distances.  On  February  17,  1919,  in  a 
supplemental  report,  52  I.  C.  C.,  220,  the  Commission  construed 
the  former  decision  with  respect  to  the  routes  as  follows: 

"What  the  Commission  had  in  mind  was  the  shortest  dis- 
tance via  reasonable  and  practicable  routes.  Such  routes  might 
or  might  not  be  the  routes  via  which  the  carriers  ordinarily 
moved  the  traffic.  They  might  or  might  not  be  the  shortest  pos- 
sible routes.  It  was  expected  that  fair  judgment  would  be  exer- 
cised in  ascertaining  each  short-line  workable  route  and  that 
when  such  route  had  been  ascertained  the  distance  via  that  route 
would  be  the  measure  of  the  rate." 

Effective  February  29,  1920,  the  cement  rates  were  revised 
in  such  a  way  as  to  conform  to  the  supplemental  decision.  This 
subsequent  revision  had  the  effect  of  reducing  the  rates  from  the 
gas  belt  producing  points  to  many  points  in  Nebraska,  South  Da- 
kota, Iowa,  Wyoming  and  Missouri.  These  reductions  ranged 
from  half  a  cent  to  about  3  or  4  cents  per  100  pounds.  The  com- 
plainants sought  reparation  down  to  the  basis  of  these  rates,  and 
the  examiner  recommended  such  relief. 


DEMURRAGE  REPARATION 

Examiner  Warren  H.  Wagner,  in  a  tentative  report  on  No. 
12033,  Louisa  Schaeffer  et  al.  vs.  Lehigh  Valley,  has  proposed 
that  the  Commission  award  reparation  on  a  holding  that  de- 
murrage charges  assessed  for  detention  at  Townley,  N.  J.,  of 
carload  shipments  of  hay  were  illegal  and  unreasonable.  The 
complainants  alleged  that  demurrage  charges  collected  for  de- 
tention at  Townley,  during  April,  May  and  June,  1920,  of  55 
carloads  of  hay  originating  at  points  on  defendant's  lines  west 
of  South  Plainfield,  N.  J.,  or  at  points  on  connecting  lines  west 
of  Wilkes-Barre,  Pa.,  and  ordered  reconsigned  to  destinations 
east  of  Townley  were  illegal,  unreasonable,  unjustly  discrimi- 
natory and  unduly  prejudicial.  The  allegations  of  unjust  dis- 
crimination and  undue  prejudice  were  abandoned  at  the  hearing. 
Townley  is  a  reconsignment  point  for  hay  on  the  Lehigh  Valley 
about  14  miles  west  of  Jersey  City.  Upon  arrival  of  the  ship- 
ments at  Townley  on  April  1  and  succeeding  dates  notice  of 
arrival  was  sent  to  complainants,  who  within  24  hours  gave 
orders  in  conformity  with  existing  tariff  provisions  to  reconsign 
to  various  destinations,  mainly  New  York  Harbor  and  Long 
Island  points  not  specifically  named. 

Because  of  various  labor  strikes,  the  examiner  said,  defend- 
ant had  issued  a  series  of  embargoes,  the  first  effective  April  1, 
Hi -i i.  which  prohibited  delivery  to  New  York  Harbor  lighterage 
di  livery  points  throughout  April,  May  and  June,  1920,  and  to 
other  points  in  or  via  New  York  during  certain  periods.  De- 
fendant refused  to  comply  with  complainants'  reconsigning  in- 
structions, as  the  desired  destinations  were  embargoed,  the  ex- 
aminer said.  The  complainants,  without  success,  attempted  to 
induce  defendant  to  deliver  the  shipments  at  the  Jersey  City 
-er  line  in  order  that  the  complainants  might  move  the  ship- 
nts  thence  in  their  own  barges  or  offered  to  accept  delivery 
at  Grand  Street,  Jersey  City,  or  at  other  points  where  they  might 
supply  the  trade.  Demurrage  was  assessed  for  periods  of  deten- 
tion  ranging  from  one  to  thirty-one  days  in  accordance  with  de- 
<lant's  general  demurrage  tariff  under  the  average  agreement 
plan,  the  examiner  said.  Because  of  the  acute  hay  shortage  at  the 
time,  the  customers,  in  some  instances,  removed  the  hay  from 


Townley  by  trucks  and  Ihe  remaining  shipments  were  eventually 
reconsigned. 

The  general  reconslgning  tariff  of  defendant  contained  a  pro- 
vlHlon  providing  that  orders  for  reconsignment  would  not  be 
accepted  at  or  to  a  station  or  to  a  point  of  delivery  against 
which  an  embargo  is  in  force  or,  except  on  perishable  freight, 
coal,  coke  or  fuel  oil,  to  a  station  or  to  a  point  of  delivery  against 
which  an  embargo  was  in  force  at  the  time  the  shipment  was 
forwarded  from  point  of  origin.  This  tariff,  however,  the  exam- 
iner said,  did  not  govern  reconsignment  of  freight  from  Town- 
ley  to  New  York  Harbor  points  and  the  tariff  applicable  thereto 
did  not  prohibit  reconsignment  to  an  embargoed  point.  The 
defendant  contended  that,  although  the  tariff  governing  recon- 
signment to  New  York  Harbor  points  therein  named  did  not 
contain  a  limitation  upon  reconsignment  to  embargoed  points, 
that  the  provision  in  the  general  reconsignment  tariff  was  broad 
enough  to  put  complainants  upon  notice  and  that  demurrage 
charges  were  accordingly  legally  assessed  upon  all  the  ship- 
ments without  regard  to  ultimate  destination. 

"This  position,"  the  examiner  said,  "is  untenable,  as  the 
rights  and  obligations  of  the  shippers  are  determined  by  the  gov- 
erning tariff  and  not  by  knowledge  of  defendant's  usual  practice 
indicated  by  other  tariffs." 

The  examiner  said  seventeen  of  the  shipments  left  original 
points  of  origin  before  the  placing  of  the  first  embargo  and  that 
complainants  contended  that  as  to  such  shipments  orders  for 
reconsignment  should  have  been  accepted  and  no  demurrage 
assessed,  as  the  date  of  the  original  shipment  determined  the 
rights  and  obligations  attaching  to  that  shipment  throughout  its 
transportation.  The  examiner  pointed  out  that  the  general  re- 
consigning  tariff  provided  that  no  orders  for  reconsignment  would 
be  accepted  to  a  station  against  which  an  embargo  was  in  force 
and  attempted  reconsignment  to  destinations  other  than  to  New 
York  were  subject  to  that  limitation.  As  to  shipments  which 
left  points  of  origin  subsequent  to  the  effective  date  of  the  em- 
bargoes, the  complainants  contended  the  embargoes  were  so 
widespread  as  to  prevent  reconsignment  to  any  points  at  which 
they  could  have  disposed  of  the  hay  and  that  it  was  unreason- 
able to  assess  demurrage  charges  against  them,  as  there  was 
no  service  to  which  the  shipper  might  resort  which  the  carrfer 
held  itself  out  to  perform.  If  complainants'  contention  were 
sustained,  the  examiner  remarked,  it  would  mean  that  a  carrier 
would  be  obligated  to  maintain  an  open  route  to  some  ready 
market  or  forego  demurrage,  no  matter  what  exigencies  com- 
pelled the  embargo. 

"The  general  reconsigning  tariff  prohibited  reconsignment, 
after  removal  of  the  embargo,  to  a  destination  against  which 
an  embargo  was  in  force  at  the  time  the  shipment  was  forwarded 
from  point  of  origin,"  the  examiner  said.  "It  appears  possible 
that  some  of  the  demurrage  on  shipments  ordered  reconsigned 
to  other  than  New  York  Harbor  points  was  assessed  by  reason 
of  this  provision  condemned  by  the  Commission  in  Reconsign- 
ment Case,  supra  (47  I.  C.  C.  590,  634),  and  later  cases." 

The  examiner  recommended  that  the  Commission  find  that 
demurrage  charges  assessed  on  shipments  ordered  reconsigned 
to  destinations  shown  in  defendant's  New  York  Harbor  tariff 
were  illegal;  that  demurrage  charges  assessed  on  shipments 
which  originated  during  the  existence  of  an  embargo,  but  were 
ordered  reconsigned  to  destinations  other  than  New  York  Har- 
bor points  subsequent  to  the  removal  of  such  embargo  were 
unreasonable  and  that  demurrage  was  legally  and  lawfully 
charged  on  the  remaining  shipments. 


RATE  ON  CAST  IRON  FURNACES 

A  rate  of  $2.25  on  cast  iron  furnaces  with  sheet  metal  cas- 
ings and  caps,  from  Cincinnati  to  Pacific  coast  points  during  the 
period  from  October  23,  1918,  to  October  8,  1919,  was  not  unrea- 
sonable or  unjustly  discriminatory  and  the  complaint  should 
be  dismissed,  Examiner  John  B.  Keeler  has  proposed  in  a  tenta- 
tive report  on  No.  12020,  the  Monitor  Stove  Co.  vs.  Director-Gen- 
eral, as  agent.  Canadian  Pacific  et  al.  The  shipments  involved 
moved  from  Cincinnati  to  San  Francisco,  Portland,  Seattle.  Ta- 
coma  and  Spokane,  and  the  furnaces  were  knocked  down  and  the 
parts  were  crated.  The  weights  of  the  shipments  varied;  those 
in  3G-foot  cars  averaging  27,250  pounds,  and  those  in  50-foot  cars 
44,800  pounds.  The  examiner  said  the  tariffs  in  effect  at  the 
time  of  movements  carried  commodity  rates  of  $2.25,  minimum 
24,000  pounds,  from  Cincinnati  to  San  Francisco,  Portland,  Seat- 
tle, and  Tacoma.  and  $1.90,  minimum  24,000  pounds,  to  Spokane 
on  "furnaces,  air  or  steam."  and  these  were  the  rates  legally 
applicable  and  generally  collected  on  the  shipments.  The  same 
tariffs  carried  a  rate  of  $1.625.  minimum  40,000  pounds,  from 
Cincinnati  to  all  of  the  points  involved,  on  "'cast  iron  furnaces 
k.  d."  The  complainant  contended  that  the  latter  rate  was 
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legally  applicable  to  the  shipments,  but  the  examiner  said  that 
contention  was  not  sound.  On  December  31,  1919,  the  tariffs  were 
amended,  making  the  $1.625  rate  applicable  to  cast  iron  fur- 
naces with  sheet  iron  or  steel  casings  and  complainant  asked 
reparation  to  that  basis.  The  defendants  said  that  the  rate  of 
$1.625  was  established  on  cast  iron  furnaces  to  meet  competition 
through  the  Panama  Canal;  that  the  competition  was  not  so  keen 
in  the  case  of  furnaces  with  sheet  metal  parts  and  that  the 
$1.625  rate  was  not  originally  made  applicable  to  that  class  of 
furnaces  for  that  reason. 


RATES  ON 'PACKING  HOUSE  PRODUCTS 

Examiner  John  T.  Money,  in  a  tentative  report  on  No.  12336, 
Armour  &  Co.  vs.  Director-General,  as  agent,  has  recommended 
that  the  Commission  hold  that  minimum  charges  applicable  on 
less-than-carload  shipments  of  packing-house  and  other  food 
products,  from  East  St.  Louis,  111.,  to  points  in  southern  states, 
were  not  unreasonable,  but  that  reparation  be  awarded  because 
many  shipments  were  overcharged.  The  shipments  moved  dur- 
ing the  period  from  June  25,  1918,  to  May  30,  1919,  from  East 
St.  Louis  to  points  in  Kentucky,  Tennessee,  Mississippi,  Ala- 
bama, North  Carolina,  South  Carolina,  Georgia  and  Florida,  and 
were  handled  in  peddler  cars.  The  charges  collected  were 
based  on  minimum  charges  of  either  63  or  94  cents,  depending 
upon  the  routes  of  movement  and  the  destinations.  The  com- 
plainant contended  the  minimum  charges  on  all  the  shipments 
were  unreasonable  to  the  extent  that  they  exceeded  50  cents. 
The  examiner  said  that  prior  to  June  25,  1918,  the  minimum 
charges  applicable  were  either  25  cents,  50  cents  or  75  cents, 
and  that  in  all  instances  the  charges  on  the  shipments  involved 
were  collected  on  the  basis  of  minimum  charges  of  either  50 
cents  or  75  cents,  plus  25  per  cent,  or  63  and  94  cents.  He  said 
an  examination  of  the  governing  tariffs  failed  to  disclose  any 
provision  for  adding  the  25  per  cent  increase  to  the  existing 
minimum  charges  and  that  many  of  the  shipments  were  thus 
overcharged.  The  defendants  contended  the  25  per  cent  increase 
was  provided  under  G.  O.  No.  28. 


RATES  ON  BLACKSTRAP  MOLASSES 

A  recommendation  that  the  Commission  find  that  the  rates 
applicable  on  blackstrap  molasses  in  tank-car  loa,ds,  from  New 
Orleans  and  Mobile  to  Birmingham,  Ala.,  were  and  are  unrea- 
sonable and  unduly  prejudicial  and  award  reparation  has  been 
made  by  Examiner  Burton  Fuller,  in  a  tentative  report  on  No. 
12342,  Western  Grain  Co.  vs.  Director-General,  as  agent,  L.  & 
N.  et  al.  The  complainant  alleged  that  the  rates  on  blackstrap 
between  the  points  involved  preferred  Nashville,  Tenn.,  and 
other  points,  and  were  unjust  and  unreasonable. 

"The  Commission  should  find,"  the  examiner  said,  "that  the 
rates  applicable  to  blackstrap,  of  or  released  to  a  value  of  8 
cents  or  less  per  gallon,  in  tank-car  loads,  from  Mobile  and  New 
Orleans  to  Birmingham,  were,  are,  and  for  the  future  will  be,  un- 
reasonable to  the  extent  that  they  exceeded  and  exceed  20  cents 
per  100  pounds  prior  to  August  26,  1920,  and  25  cents  per  100 
pounds  thereafter;  that  the  rates  maintained  on  the  above  de- 
scribed traffic  to  Birmingham  are  and  for  the  future  will  be 
unduly  prejudicial  to  Birmingham  and  unduly  preferential  of 
the  competing  points  named  in  the  above  table  (Nashville,  Union 
City,  Dyersburg  and  Memphis,  Tenn.)  to  the  extent  that  they 
exceed  rates  2.5  cents  per  100  pounds  lower  than  the  rates  con- 
temporaneously maintained  on  like  traffic  to  Nashville." 

The  examiner  said  the  defendants  should  waive  under- 
charges to  the  basis  herein  found  reasonable  on  any  shipments 
upon  which  charges  were  collected  at  rates  lower  than  20  cents, 
prior  to  August  26,  1920,  and  25  cents  thereafter.  He  said  the 
findings  were  not  to  be  construed  as  applying  to  the  transporta- 
tion of  domestic  blackstrap  from  Mobile  to  Birmingham,  moving 
wholly  within  the  limits  of  the  state  of  Alabama  and  subsequent 
to  federal  control. 


RATE  ON  GARBAGE  TANKAGE 

An  award  of  reparation  has  been  recommended  by  Examiner 
R.  L.  Shanafelt  in  a  tentative  report  on  No.  12189,  Indiana  Reduc- 
tion Co.  vs.  Director-General,  as  agent,  on  a  proposed  holding 
that  a  rate  on  ground  garbage  tankage  from  Dupo,  111.,  to  Little 
Rock,  Ark.,  between  November  1,  1918,  and  March  31,  1919,  was 
unreasonable.  The  shipments  aggregated  1,133,000  pounds  and 
charges  were  collected  at  the  applicable  class  E  rate  of  22% 
cents,  minimum  weight  40,000  pounds.  The  examiner  said  that 
from  and  to  the  same  points  there  were  contsmporaneously  in 
effect  commodity  rates  of  12.5  cents  on  unground  garbage  tank- 
age, minimum  40,000  pounds;  16.5  cents  on  packing  house  tank- 
age, minimum  40,000  pounds,  and  20  cents  on  fertilizers  as  listed 
and  rated  class  E  in  the  current  western  classification,  minimum 
30,000  pounds,  but  that  ground  garbage  tankage  was  not  in- 
cluded therein.  He  said,  further,  that,  effective  December  31, 
1919,  the  description  of  fertilizers  was  amended  to  include  garb- 
age tankage  without  distinction  as  to  whether  it  was  ground  or 
unground,  and  that  had  this  change  been  made  prior  to  the 
movement  the  20-cent  rate  would  have  applied.  The  complainant 


contended  that  the  rate  charged  was  unreasonable  to  the  extent 
that  it  exceeded  the  12.5-cent  rate  on  unground  garbage  tankage. 
The  defendant  contended  that  the  shipments  were  sporadic 
and  properly  subject  to  the  class  basis  and  that  the  rate  charged 
was  not  unreasonable  as  a  class  rate.  The  examiner  reached  a 
conclusion  that  the  rate  assailed  was  unreasonable  to  the  extent 
tht  it  exceeded  20  cents  and  that  reparation  should  be  made, 
down  to  that  basis. 


REFRIGERATION   CHARGES 

On  complaint  alleging  that  the  defendants  have  unjustly  and 
without  authority  applied  the  charges  provided  in  Rule  No.  240, 
of  Perishable  Protective  Tariff  No.  1,  J.  E.  Fairbanks,  agent,  I.  C. 
C.  No.  6,  to  shipments  of  meats  and  packing  house  products 
moving  from  Seattle,  Wash.,  Attorney-Examiner  M.  A.  Pattison, 
in  a  tentative  report  in  No.  12158,  Frye  &  Co.  vs.  Great  Northern 
et  al.,  has  recommended  that  the  Commission  hold  that  the  pro- 
visions of  the  rule  referred  to  are  applicable  on  shipments  of  the 
commodities  mentioned  and  that  the  charges  therein  named 
are  not  unreasonable  or  unduly  prejudicial.  He  recommends  dis- 
missal of  the  complaint. 

The  complainant  alleged  that  the  defendants  have  unjustly 
and  without  authority  assessed  refrigeration  charges  on  ship- 
ments of  meats  and  packing  house  products  moving  under  ice 
furnished  by  complainant  and  not  reiced  in  transit.  The  charges 
have  not  been  paid  and  the  complainant  asked  that  it  be  re- 
lieved from  any  obligations  with  respect  thereto.  The  attorney- 
examiner  said  it  was  clear  that  meats  and  packing  house  prod- 
ucts are  perishable  commodities  and  as  such  are  included  within 
rule  No.  240  of  section  2,  except  where,  under  other  sections  of 
the  tariff,  a  different  basis  of  charges  is  specifically  made  ap- 
plicable thereon. 


PRESERVED  FRUITS,  JELLIES,  ETC. 

Rates  on  preserved  fruits,  jellies,  and  fruit  butters,  in  car- 
loads, from  Louisville,  Ky.,  to  St.  Paul  and  Duluth,  Minn.,  are 
not  unreasonable  but  they  are  unduly  prejudicial  to  the  extent 
that  they  exceed  the  rates  from  St.  Louis  to  St.  Paul  and  Duluth 
by  more  than  18.5  cents  and  15.5  cents,  respectively,  according 
to  the  proposed  report  of  Examiner  Howard  Hosmer  on  No.  12253, 
Goodwin  Preserving  Co.  Inc.  vs.  Louisville  Bridge  &  Terminal 
Railway  Co.,  et  al.  The  products  manufactured  by  the  complain- 
ant are  rated  fifth  class  in  official  classification,  the  examiner 
said,  as  well  as  in  the  two  other  principal  classifications.  The 
fifth  class  rate  from  Louisville  to  both  St.  Paul  and  Duluth  is 
63.5  cents.  The  complainant  alleged  that  since  August,  1920, 
it  had  lost  business  at  St.  Paul  and  Duluth  to  competitors  at 
St.  Louis  because  of  the  lower  rates  from  St.  Louis. 

"Though  the  record  fails  to  establish  the  unreasonableness 
of  the  rates  assailed,"  the  examiner  said,  "it  does  indicate  that 
the  rates  on  jellies  and  preserves  from  St.  Louis  are  lower  than 
(hey  might  properly  be  in  comparison  witli  those  charged  com- 
plainant. For  a  distance  of  573  miles  the  fifth-class  rate  from 
St.  Louis  to  St.  Paul  is  36  cents,  yielding  ton-mile  earnings  of 
1.25  cents,  while  the  rate  of  63.5  cents  from  Louisville  to  the 
same  point  for  a  distance  of  724  miles  yields  earnings  of  1.75 
cents  per  ton  mile.  The  fifth-class  rate  of  44  cents  from  St. 
Louis  to  Duluth,  724  miles,  gives  ton-mile  earnings  of  1.21  cents, 
compared  with  1.45  cents  under  the  63.5-cent  rate  from  Louisville 
i'or  a  distance  of  877  miles.  The  rates  from  St.  Louis  are  shown 
to  have  resulted  from  boat  line  competition  on  the  Mississippi 
river  and  also  from  that  of  rail  carriers  serving  Chicago.  Rates 
from  St.  Louis  to  St.  Paul  are  105  per  cent  of  those  from  Chicago, 
though  the  distance  is  144  per  cent." 

ALLOWANCE  FOR  ICING  CARS 

Examiner  H.  C.  Wilson  held  a  rehearing  on  No.  11640,  Swift 
&  Co.  vs.  Director-General,  in  Chicago,  September  17.  The  Com- 
mission in  its  decision  on  that  case,  61  I.  C.  C.,  183-4,  held  that 
the  allowances  made  to  the  packing  company  for  performing 
icing  charges  on  shipments  of  poultry,  butter,  eggs  and  cheese 
between  points  in  Illinois,  Indiana,  Iowa,  Michigan  and  Ohio,  be- 
tween March  15  and  September  5,  1919,  were  not  unreasonable, 
because  the  complainant  had  failed  to  show  that  the  cos!  of  the 
service  performed  was  in  excess  of  the  railroad's  maximum 
allowance  of  $3. 

It  was  alleged  by  the  complainants  at  the  original  hearing 
that  on  March  15,  1919,  the  Director-General  increased  his 
charges  for  icing  from  $2.50  to  $4,  plus  the  cost  of  the  salt  used, 
not  to  exceed  75  cents  per  100  pounds,  and.  at  the  same  time, 
failed  to  make  any  iu'crease  in  the  allowance  made  to  shippers 
of  the  above  mentioned  perishable  commodities  when  they  per- 
formed their  own  icing.  The  packing  interests  immediately  pro- 
tested, but  it  was  not  until  September  5;  1919,  that  the  Director- 
General  consented  to  an  allowance  equal  to  his  charges  for  a 
similar  service. 

Ross  D.  Rynder,  attorney  for  Swift  &  Co.,  requested  a  rehear- 
ing in  order  to  produce  the  necessary  cost  figures,  and  evidence 
of  that  character  was  all  that  was  put.  in  on  September  17.  Dur- 
ing the  time  these  shipments  moved,  according  to  figures  submit- 
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led  h>  iluilberi  Kord,  of  the  complaining  company's  tiT.llie  de- 
partment, (he  cost  of  icing  ranged  from  $5.47  per  car  In  Ohio  to 

2  In  Illinois.  He  said  that  the  deficiency  in  the  allowance 
m;ide  by  Hi,'  Director-General  for  icing  had  the  effect  of  Increas- 
ing ihr  rates  on  dairy  products,  shipped  from  and  to  various 
Swift  plants,  by  amounts  ranging  from  3.73  to  12.5  cents  per 
hundred  pounds.  Reparation  claimed  amounted  to  $3.153.55. 

The  Director-General  submitted  no  evidence  other  than  a 
statement  filed  during  December,  1920,  with  the  National  Perish- 
aMe  Freight  Committee,  by  Swift  &  Co.,  in  which  they  alleged 
that  the  cost  of  ice  at  Clinton,  Iowa,  during  that  year  was  $2.50 
per  ion.  including  the  labor  necessary  for  loading  it  into  I  lie 
tanks  of  refrigerator  cars. 


::7  cents,  and  that  the  rale  on  fresh  meats  and  dressed  poultry 
from  Omnha  Is.  and  for  the  future  will  be,  unjust  and  unreason- 
able in  the  extent  that  it  exceeds  42.6  cents. 


RATE  ON  GRAIN  PRODUCTS 

on  a  proposed  finding  that  rates  assessed  on  shipments  of 
flour  and  grain  products  milled  at  Buhler,  Kan.,  from  wheat 
originating  in  Oklahoma  and  Kansas  and  shipped  to  eastern 
points,  during  federal  control,  was  not  illegally  assessed  or  un- 
reasonable, Examiner  John  B.  Keeler  has  recommended  dismissal 
of  the  complaint  in  No.  12310,  the  Buhler  Mill  &  Elevator  Co. 
vs.  Director-General,  as  agent,  et  al.  Buhler  is  on  the  line  of  the 
Frisco,  extending  from  Beaumont  Junction,  Kan.,  to  Ellsworth. 
Kan.,  and  the  direct  route  of  the  Frisco  to  the  east  from  most  of 
the  points  of  origin  of  the  shipments  is  through  Tulsa,  Okla.,  but 
the  rates  are  also  applicable  via  Beaumont  Junction,  the  examiner 
said.  The  applicable  transit  tariff  authorized  milling  at  Buhler  at 
the  rates  proper  plus  an  out-of-line  charge  for  the  added  haul 
from  Beaumont  Junction  to  Buhler  and  return.  Prior  to  June 
25,  1918,  the  out-of-line  charge  was  3  cents,  the  examiner  said. 
On  thai  dale,  under  G.  O.  No.  28,  general  supplement  to  the 
applicable  tariffs  became  effective,  which  the  defendants  con- 
strued as  separately  increasing  the  rates  proper  and  the  out- 
of-line  charge  and  charges  were  assessed  on  that  basis.  The 
complainant  protested  against  the  defendants'  interpretation  of 
the  supplements,  but  the  examiner  said  the  defendants  were 
correct. 


RATES  ON  MEAT  AND  POULTRY 

A  finding  of  unreasonableness  as  to  rates  on  fresh  meats 
and  dressed  poultry,  in  carloads,  from  Kansas  City,  Kan.,  South 
St.  Joseph,  Mo.,  and  Omaha,  Neb.,  and  on  packing-house  products 
from  Kansas  City  and  South  St.  Joseph  to  Ohio  River  crossings, 
applicable  on  traffic  destined  to  points  in  southeastern  territory, 
has  been  proposed  by  Examiner  Howard  Hosmer  in  a  tentative 
report  on  No.  12648,  Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al.  The 
rates  were  attacked  because  of  an  increase  of  half  a  cent  per  100 
pounds  applied  December  2,  1920.  The  complainant  and  Armour 
&  Co.,  the  latter  having  intervened,  make  large  shipments  of  the 
commodities  involved  into  the  southeast  from  their  plants  at  the 
various  Missouri  River  points,  the  rates  being  made  by  combina- 
tion on  Ohio  and  Mississippi  River  crossings.  The  examiner  said 
from  1909  to  August  26,  1920,  the  through  rates  via  all  these  cross- 
ings were  the  same,  but  the  application  of  the  percentage  increases 
authorized  by  the  Commission  in  Ex  Parte  74  made  the  through 
rates  via  Memphis  to  certain  destinations  1  cent  and  to  others 
half  a  cent  higher  than  those  available  via  Cairo  and  other  Ohio 
River  crossings.  In  order  to  restore  the  parity  formerly  existing, 
the  examiner  said,  the  defendants  made  the  increase  complained 
of,  publishing  a  rate  of  29.5  cents  on  packing-house  products 
from  Kansas  City  and  South  St.  Joseph  and  rates  on  fresh  meats 
and  dressed  poultry  of  37.5  cents  from  those  two  points  and  43 
cents  from  Omaha.  With  the  same  object  the  carriers  operating 
southward  from  the  Ohio  River  crossings  attempted  to  make  a 
similar  increase  in  the  factors  applicable  to  the  hauls  beyond 
the  crossings  in  those  instances  where  the  through  rates  were 
lower  via  those  gateways  than  via  Memphis,  but  that  increase 
was  not  permitted  to  go  into  effect,  the  examiner  said,  citing 
Fresh  Meats  and  Dressed  Poultry  from  Ohio  River,  61  I.  C.  C., 
tilo,  and  adding  that  the  facts  stated  in  that  report  were  almost 
identical  with  those  on  which  the  instant  case  was  based. 

"For  complainant  it  is  pointed  out,"  Examiner  Hosmer  said, 
"that  defendants  have  made  no  attempt  to  equalize  their  class 
rates  from  Kansas  City  and  St.  Joseph  to  southeastern  destina- 
tions via  Cairo  with  those  applicable  between  the  same  points 
via  Memphis,  and  the  same  is  true  of  certain  commodity  rates. 
Complainant  and  intervener  state  that  they  have  no  interest  in 
equalizing  the  rates  through  the  various  gateways  and  contend 
that  if  the  carriers  desire  such  equalization  they  should  bring 
it  about  by  reducing  the  rates  via  Memphis  rather  than  by  in- 
creasing the  rates  via  the  Ohio  River  crossings  in  amounts  ex- 
ceeding those  authorized  in  Ex  Parte  74.  The  soundness  of  this 
contention  seems  unquestionable.  Defendants  offered  no  evidence 
and  admit  that  the  decision  in  Fresh  Meats  and  Dressed  Poultry 
from  Ohio  River,  supra,  is  controlling  of  the  question  presented." 

The  examiner  said  the  Commission  should  find  that  the  rate 
on  packing-house  products  from  Kansas  City  and  South  St. 
Joseph  is  and  for  the  future  will  be  unjust  and  unreasonable  to 
the  extent  that  it  exceeds  29  cents;  that  the  rate  on  fresh  meats 
Mil  dressed  poultry  from  the  same  points  is,  and  for  the  future 
will  be,  unjust  and  unreasonable  to  the  extent  that  it  exceeds 


RATES  ON   AGATE  BOULDERS 

Rates  on  less  t  ban-carload  shipments  of  agate  boulders,  or 
agate  In  the  rough,  in  barrels  and  boxes,  from  points  In  Mon- 
tana to  San  Francisco,  Cal.,  during  federal  control,  were  not 
unreasonable,  but  rates  on  similar  shipments  in  bags  were  un- 
reasonable and  reparation  should  be  awarded,  Examiner  I^eo  J. 
Khnn  has  recommended,  in  a  tentative  report  on  No.  12340, 
Au.-iie  Products  Co.  vs.  Director-General,  as  agent. 


RATES   ON    FULLER'S   EARTH 

Examiner  J.  P.  McGrath,  in  a  tentative  report  on  No.  12256, 
Choate  Oil  Corporation  et  al.  vs.  Director-General,  as  agent, 
A.  B.  &  A.  et  al.,  has  recommended  an  award  of  reparation  on 
a  finding  that  rates  on  fuller's  earth.  In  carloads,  from  Midway, 
Quincy  and  Ellenton,  Fla.,  to  Oklahoma  City,  Okla.,  were  unrea- 
sonable and  unduly  prejudicial  to  the  extent  that  the  com- 
ponents thereof  from  Memphis,  Tenn.,  to  Oklahoma  City  ex- 
ceeded 27.5  cents  prior  to  August  26,  1920,  and  37  cents  there- 
after. The  rate  found  reasonable  has  been  established,  the  ex- 
aminer said. 


RATES  ON   WOOD  PULP 

Dismissal  of  the  complaint  in  No.  11858,  Crown  Willamette 
Paper  Co.  vs.  Director-General,  as  agent,  Willamette  Navigation 
Co.  et  al.,  has  been  recommended  by  Examiner  Richard  T.  Eddy 
on  a  finding  that  rates  on  wood  pulp  from  Camas,  Wash.,  West 
Linn  and  Lebanon,  Ore.,  to  Floriston  and  Los  Angeles,  Cal.,  be- 
tween September  1,  1917,  and  July  1,  1918,  were  not  unreasonable 
or  unduly  prejudicial.  The  report  also  embraces  No.  11858,  Sub. 
Xo.  1,  Crown  Willamette  Paper  Co.  vs.  Director-General,  as  agent, 
et  al. 


RATES   ON    GASOLINE 

Examiner  J.  Edgar  Smith,  in  a  report  on  No.  12279,  Atlantic 
Refining  Co.  vs.  Chesapeake  &  Ohio  et  al.,  has  recommended  a 
holding  of  unreasonableness  as  to  rates  on  296  tanks  of  gasoline 
from  Leach,  Ky.,  to  Point  Breeze  (Philadelphia),  which  moved 
in  the  period  from  April  1,  1919,  to  February  27,  1921,  at  varying 
rates,  including  the  full  fifth  class  from  December  31,  1919,  to 
November  30,  1920.  The  rates  varied  from  31.4  in  September, 
1919,  to  61  cents  on  August  26,  1920.  Smith  recommended  a 
holding  that  they  were  unreasonable  because  and  to  the  extent 
that  they  exceeded  three  cents  more  than  the  rates  from  Cat- 
lettsburg,  Ky.  The  Chesapeake  &  Ohio  conceded  the  unreason- 
ableness of  the  full  fifth  class  rate.  The  complainant  asked  for 
a  rate  of  two  cents  over  Catlettsburg  prior  to  August  26,  1920. 
The  examiner  said  that  three  cents  over  recommended  by  him 
would  be  practically  the  two-cent  arbitrary  requested  plus  40 
per  cent,  the  amount  of  the  increase  allowed  on  August  26,  1920. 


RATES  ON   SILICA  SAND 

Examiner  R.  L.  Shanafelt,  in  a  tentative  report  on  No.  12495, 
Silica  Sand  Producers'  Traffic  Association  et  al.  vs.  Pennsylva- 
nia, Director  General,  as  agent,  et  al.,  has  recommended  dis- 
missal of  the  complaint  on  a  finding  that  through  rates  on 
silica  sand  from  Ottawa,  Wedron,  Millington  and  Oregon,  111.,  to 
Anderson,  Elwood  and  Bethevan,  Ind.,  were  applicable,  not  un- 
reasonable and  not  in  violation  of  the  fourth  section.  The  re- 
port also  covers  No.  12468,  Silica  Sand  Producers'  Traffic  Asso- 
ciation (Anderson  division)  vs.  Same.  The  examiner  referred 
to  Silica  Sand  Producers'  Association  vs.  Director  General,  58 
I.  C.  C.,  549,  and  60  I.  C.  C.,  453,  wherein  among  others,  the  rate 
from  the  Ottawa  district  to  Anderson  was  before  the  Commis- 
sion. In  that  case  the  Commission  approved  a  through  rate  of  $1.90 
to  Anderson,  which  was  then  also  the  rate  to  Elwood  and 
Bethevan,  and  that  is  the  present  rate  as  increased  under  Ex 
Parte  74.  The  examiner  said  there  was  nothing  in  the  present 
records  to  warrant  a  different  finding. 


RATES    ON    GLASS   SAND 

Rates  on  glass  sand  from  Hancock  to  Parkersburg.  W.  Va., 
during  federal  control,  were  not  unreasonable  or  discriminatory, 
Examiner  H.  W.  Archer  has  recommended  that  the  Commission 
hold  in  No.  12588,  General  Porcelain  Co.  vs.  Director  General,  as 
agent,  B.  &  O.,  et  al.  The  rate  complained  of  was  $1.90  per  net 
ton  prior  to  August  26,  1920,  and  $2.70  thereafter. 


RATES  ON  GAS  OIL 

A  finding  of  unreasonableness,  an  order  of  reparation,  and 
an  order  establishing  commodity  and  group  relationships  have 
been  recommended  by  Examiner  Charles  R.  Seal  in  a  report  on 
No.  12473,  Keokuk  Electric  Co.  vs.  Director-General.  A.  T.  & 
S.  F.  et  al.  The  complaint  challenged  the  reasonableness  of 
rates  on  gas  oil  from  points  in  Boyd's  I.  C.  C.  A-916  in  groups 
1,  2  and  3  in  Missouri,  Kansas  and  Oklahoma,  to  Keokuk,  la., 
because  and  to  the  extent  that  they  exceeded  the  basis  prescribed 
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in  58  I.  C.  C.  53  for  fuel  oil.  The  complaint  asked  for  proper 
rates  from  December  1,  1917. 

Seal  said  the  Commission  should  find  the  rates  imposed  on 
gas  oil  were  unreasonable  to  the  extent  that  they  exceeded  five 
cents  per  100  pounds  the  rates  on  refined  oils  and  to  the  extent 
that  they  exceeded  the  St.  Louis  group  rates  by  more  than  one 
cent  per  100  pounds. 

Reparation  is  to  be  made  only  on  the  oil  bought  in  the  open 
market  and  on  which  the  complainant  paid  the  charges.  Where 
the  amount  of  the  freight  rate  was  deducted  from  the  invoice, 
the  examiner  said,  obviously  the  complainant  had  not  borne  the 
freight  charges. 


RATES  ON    FULLER'S   EARTH 

On  a  proposed  finding  that  rates  charged  for  the  transpor- 
tation of  fuller's  earth  from  Ellenton,  Fla.,  to  Clarendon,  Pa.,  in 
the  period  May,  1916,  to  July,  1916,  inclusive,  were  not  unrea- 
sonable, unjustly  discriminatory,  unduly  prejudicial  or  in  viola- 
tion of  the  fourth  section,  Examiner  J.  Edgar  Smith  has  recom- 
mended dismissal  of  the  complaint  in  No.  12392,  Clarendon  Re- 
fining Co.  et  al.  vs.  Atlantic  Coast  Line  et  al. 


RATES  ON  FOUNDRY  FLASKS 

A  joint  fifth  class  rate  of  $2.19  per  100  pounds  on  iron 
foundry  flasks,  from  Chicago  Heights,  111.,  to  Oakland,  Cal.,  was 
unreasonable  to  the  extent  that  it  exceeded  a  rate  of  $1.125. 
Examiner  John  A.  McQuillan  has  recommended  that  the  Com- 
mission so  hold  in  No.  12264,  American  Manganese  Steel  Co. 
vs.  Director-General,  as  agent,  B.  &  O.,  et  al.  He  also  recom- 
mended reparation  down  to  the  basis  of  the  rate  found  reason- 
able and  that  the  reasonable  rate  for  the  future  should  be  not 
in  excess  of  $1.50.  The  examiner  followed  Moreland  Motor 
Truck  Co.  vs.  Director-General,  60  I.  C.  C.  180,  wherein  the 
Commission  held  that  the  rate  on  pressed  steel  side  members 
of  automobile  truck  frames,  from  Milwaukee  to  Los  Angeles, 
was  unreasonable  to  the  extent  that  it  exceeded  the  rate  con- 
temporaneously in  effect  on  structural  steel  channel,  which  at 
the  time  was  $1.125. 


RATES  ON  SCRAP  IRON  TO  SEATTLE 
Dismissal  of  the  complaint  in  No.  12491,  Kohan  &  Falk 
Co.  vs.  Oregon  Short  Line  et  al.,  on  a  finding  that  the  applicable 
class  D  rate  of  49  cents  on  scrap  iron,  from  Burmah,  Idaho,  to 
Seattle,  Wash.,  in  November,  1917,  was  not  unreasonable  or 
otherwise  unlawful,  has  been  recommended  in  a  tentative  report 
thereon  by  Examiner  Leo  J.  Flynn. 


RATES  ON  BOTTLE  CAPS  AND  NECK  WRAPPERS 
An  award  of  reparation  in  No.  12467,  Los  Angeles  Ice  & 
Cold  Storage  Co.  vs.  Director-General,  as  agent,  Central  of  New 
Jersey,  et  al.,  has  been  recommended  by  Examiner  Leo  J.  Flynn, 
on  a  finding  that  a  commodity  rate  of  $3.44,  applicable  on  paper 
and  articles  of  paper  "stamped  for  decorating  purposes,"  which 
was  charged  on  paper  bottle  neck  wrappers  or  caps  from  Vineland, 
N.  J.,  to  Los  Angeles,  Cal.,  was  not  legally  applicable,  because 
the  legal  rate  was  the  commodity  rate  of  $2.74,  applicable  on 
bottle  caps.  Reparation  down  to  the  basis  of  the  rate  of  $2.74 
should  be  made,  he  said. 


FREIGHT  TRAFFIC  OFFICERS  MEET 

In  opening  the  annual  meeting  of  the  American  Association 
of  Freight  Traffic  Officers,  which  was  held  in  Chicago,  September 
19,  President  Fred  Zimmerman,  vice-president  of  the  Monon, 
expressed  gratification  over  the  number  of  members  present. 
"That  so  many  should  have  come  here  from  300,  400  and  even 
1,000  miles,"  he  said,  "to  attend  the  first  annual  meeting  held 
since  1917,  speaks  volumes  for  the  affection  and  enthusiasm  we 
have  for  our  association." 

Satisfaction  was  expressed  over  the  report  of  the  member- 
ship committee,  which,  in  the  absence  of  W.  A.  Terry,  third  vice- 
president  and  chairman  ex-offlcio  of  the  membership  committee, 
was  read  by  Charles  Barham.  This  report  showed  that,  although 
the  membership  of  the  association  had  declined  from  609  to 
589  in  the  three  and  a  half  years  in  which  the  business  affairs 
of  the  association  were  in  suspension,  it  had  increased  to  709 
since  May  11,  1921,  when  the  reorganization  meeting  was  held. 
This  gain,  according  to  the  report,  was  due  chiefly  to  the  cir- 
cularizing of  all  class  I  roads  to  ascertain  what  eligible  officers 
there  were  who  were  not  members  of  the  association.  Of  two 
hundred  roads  thus  approached  only  88  responded,  from  which 
over  100  members  were  obtained. 

Plans  for  increasing  the  membership  occupied  the  thoughts 
of  the  meeting  for  some  time.  By  voting  an  amendment  to  the 
constitution  the  age  limit  was  raised  from  45  to  50,  thus  auto- 
matically making  a  large  number  of  freight  traffic  officers  eligi- 
ble for  membership.  A  suggestion  for  creating  a  class  of  emer- 
itus members  for  officials  over  the  age  limit  was  favorably  con- 
sidered and  ordered  reported  to  the  membership  by  mail  and 
placed  on  the  docket  for  consideration  at  the  next  annual  meet- 
.  ing.  It  was  also  planned  to  approach  the  American  Short  Line 


Association  with  an  invitation  to  have  the  freight  traffic  officers 
of  the  smaller  lines  join  the  association.  As  expressed  by  W.  R. 
Alberger,  vice-president  and  general  manager  of  the  Oakland 
Railways,  "the  lines  may  not  be  as  long  as  the  New  York  Cen- 
tral, but  they  are  usually  just  as  wide."  Mr.  Alberger  also  pro- 
posed amending  the  constitution  of  the  club  to  take  in  traffic 
officers  of  electric  lines.  The  suggestion  also  met  with  approval 
and  he  was  instructed  to  submit  the  proposed  amendment  to  the 
secretary  in  the  regular  manner. 

The  report  of  the  membership  committee  was  received  with 
I  hanks,  as  were  also  the  reports  of  the  various  officers.  The 
subject  of  group  insurance  as  a  substitute  for  the  assessment 
plan  now  used  by  the  association  was  discussed,  but  did  not 
seem  to  meet  with  favor,  many  of  the  members  advocating  the 
retention  of  the  present  methods  for  purely  sentimental  associa- 
tions. It  was  pointed  out  that  the  organization  had  been  formed 
primarily  for  good  fellowship  and  that  each  member  felt  his 
assessment  on  the  death  of  a  friend  as  a  personal  tribute.  An- 
other amendment  to  the  constitution  was  adopted,  providing  for 
the  reinstatement  of  suspended  members. 

While  the  committee  on  nominations  was  deliberating,  the 
meeting  was  addrssed  by  Lewis  Pilcher,  secretary  of  the  claim 
division  of  the  American  Railway  Association.  Mr.  Pilcher  point- 
ed out  the  numerous  ways  in  which  traffic  officers  can  be  of 
assistance  in  reducing  the  losses  in  loss  and  damage  now  being 
suffered  by  the  American  railroads.  He  stressed  the  fact  that 
these  claims  at  preseit  amount  to  1.79  per  cent  of  the  gross  rev- 
enues of  the  carriers,  whereas  the  entire  traffic  expense  amounts 
to  only  1.27  per  cent. 

In  reporting,  the  nominating  committee — D.  M.  Goodwyn, 
freight  traffic  manager,  L.  &  N.,  chairman;  F.  C.  Reilly,  traffic 
manager.  Western  Classification  territory,  and  Paul  Wadsworth, 
traffic  manager,  D.  &  H.  Company,  Albany — recommended  that 
I  he  entire  ticket,  as  elected  for  the  unexpired  term  last  May,  be 
continued  in  office  for  another  year.  The  report  met  with  ap- 
plause and  President  Zimmerman  expressed  gratification.  "I 
have  no  false  modesty,"  he  said.  "I  am  interested  in  continuing 
the  work  for  another  year.'' 

The  officers,  as  unanimously  elected,  are  as  follows:  Presi- 
dent, Fred  Zimmerman,  V.  P.,  C.  I.  &  L.  Ry.,  Chicago;  first  vice- 
president,  C.  T.  Airey,  V.  P.,  Cent,  of  Ga.  Ry.,  Savannah,  Ga.; 
second  vice-president,  R.  C.  Wright,  G.  T.  M.,  Pennsylvania  Sys- 
tem, Philadelphia,  Pa.;  third  vice-president,  W.  A.  Terry,  F.  T. 
II.,  N.  Y.  C.  Lines,  Chicago;  fourth  vice-president,  F.  B.  Hough- 
ton,  F.  T.  M.,  A.  T.  &  S.  F.  Ry.,  Chicago;  secretary-treasurer, 
Grant  Williams,  D.  F.  A.,  C.  M.  &  St.  P.  Ry.,  1308  Railway  Ex- 
change, Chicago,  111.  Members  executive  committee:  Paul 
Wadsworth,  T.  M.,  D.  &  H.  Co.,  Albany,  N.  Y.;  R.  Van  Ummerson, 
F.  T.  M.,  B.  &  A.  R.  R.,  Boston,  Mass.;  Archibald  Fries,  V.  P., 
B.  &  O.  R.  R.,  Baltimore,  Md.;  C.  H.  Stinson,  F.  T.  M.,  Wabash 
Ry.,  St.  Louis,  Mo.;  Eugene  Morris,  chairman,  C.  F.  A.,  Chicago; 
W.  M.  Rhett,  G.  F.  A.,  I.  C.  R.  R.,  Chicago;  Charles  Barham,  G. 
F.  A.,  N.  C.  &  St.  L.  R.  R.,  Nashville,  Tenn.;  L.  E.  Chalenor,  secre- 
tary. So.  Frt.  Rate  Assn..  Atlanta,  Ga.;  W.  A.  Rambach,  F.  T.  M., 
Mo.  P.  R.  R,  St  Louis,  Mo;  B.  H.  Stanage,  A.  F.  T.  M.,  St.  L.- 
S.  F.  R.  R.,  St.  Louis,  Mo. 

The  Annual  Dinner 

The  dinner  in  the  evening,  attended  by  about  two  hundred 
members  and  guests,  including  many  prominent  railroad  offi- 
cials and  men  in  the  industrial  field,  was  a  successful  affair,  due 
in  great  measure  to  the  manner  in  which  D.  M.  Goodwyn,  freight 
traffic  manager  of  the  Louisville  &  Nashville  Railroad  and  the 
first  president  of  the  association,  presided  as  toastmaster.  It 
was  the  general  opinion  that  no  professional  toastmaster  "had 
anything  on"  him.  As  President  Zimmerman  predicted  he  would 
do,  he  sent  everybody  away  happy. 

President  Zimmerman  made  a  brief  address,  introducing 
first  Joseph  R.  Noel,  president  of  the  Chicago  Association  of 
Commerce,  who  welcomed  the  visitors  on  the  part  of  the  city, 
and  then  the  toastmaster,  who  was  in  charge  from  that  point  on. 
The  speakers  were  Henry  A.  Palmer,  editor  of  The  Traffic 
World,  who  spoke  to  the  traffic  men  on  the  railroad  situation, 
pointing  out  some  ways  in  which  they  and  their  executives 
could  help  better  it,  and  J.  F.  T.  O'Connor,  a  prominent  attorney 
and  politician  from  North  Dakota,  who  spoke  eloquently  of  the 
moral  phases  of  some  national  political  problems,  with  specKl 
reference  to  events  in  his  own  state,  which,  the  toastmaster 
had  explained,  was  designated  by  a  pink  spot  on  the  map. 

The  humor — that  is,  the  professional  humor — was  furnished 
by  Ralph  Bingham  of  Philadelphia,  who  kept  the  assembly  in 
a  roar  of  laughter  by  his  jokes  and  funny  stories.  At  one  point 
in  the  evening  he  inadvertently  contributed  to  the  fun  by  falling 
off  the  platform,  explaining,  as  he  quickly  recovered  himself, 
that  he  had  merely  tumbled  to  one  of  the  jokes  being  perpetrated 
by  the  speaker  who  then  had  the  floor.  There  was  also  a  soloist, 
a  quartet  and  an  orchestra. 


PACIFIC  CAR   DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  July 
shows  9,442  cars  held  overtime — a  percentage  of  05.71 — as  against 
12,977— a  percentage  of  06.62— for  July,  1920. 


September  HI. 


I  III-.    TRAFFIC     \\oKI.D 


CARRIERS  EXPECTED  TO  ACT 

Thi    Traffic    World    Washington   Bureau 

\  move  on  Hie  part  of  railroad  executives  looking  toward 
reductions  in  rates  is  regarded  as  probable,  not  because  the 
record  shows  transportation  facts  thai  would  warrant  the  Com- 
mission in  ordering  reductions,  but  as  a  matter  of  policy  whereby 
i lie  railroads  would  show  the  public  that,  while  the  carriers 
have  been  i;reat  sufferers,  they  understand  that  it  is  not  politic 
at  a  time  like  this  to  stand  on  the  letter  of  the  law.  Nothing 
ili'iinlte  can  be  said  at  this  time  as  to  the  reasons  for  expecting 
surh  a  move. 

Carriers  have  made  dozens  of  reductions,  but  they  have  not 

restored  all   the  relationships   that  were  broken  as  a  result  of 

Commission's  decision  in  Ex  Parte  No.  74.     At  times,  some 

of  the  commissioners  and  shippers  have  wondered  whether  the 

i-iers  had  forgotten  the  admonition  of  the  Commission  about 
restoring  relationships,  or  whether  they  had  decided  to  ignore 
i  hem  on  the  ground  that,  their  revenues  being  less  than  the 
law  intended,  they  could  afford  to  stand  on  the  letter  of  the 
law  and  insist  on  having  the  full  measure  of  what  the  text  of 
the  Commission's  permit  gave  them. 

It  can  be  said  there  have  been  consultations  among  the 
executives  of  the  railroads  on  the  larger  question  of  policy  in- 
volved in  the  widespread  demand  for  reductions.  They  have 
done  a  great  deal  to  advise  the  public  that  their  expenses  are 
so  great  that  any  reduction  in  any  rates  Is  likely  to  cause  a 
diminution  in  revenue  without  benefit  in  increased  tonnage  and 
that,  in  their  estimation,  high  wages  and  the  expenses  caused 
by  working  rules  have  made  rate  reductions  out  of  the  question, 
but  such  advice,  it  is  believed  the  executives  now  know,  does 
not  satisfy,  for  instance,  the  farming  element,  which  believes 
itself  particularly  aggrieved  because  of  the  rates  on  agricultural 
products.  In  other  words,  the  suggestion  is  that  the  executives 
realize  that  their  campaign  to  inform  the  public  as  to  the  rea- 
sons for  high  rates  has  not  fully  convinced,  regardless  of  whether 
that  should  or  should  not  be  so,  and  that,  as  wise  men,  they 
should  now  try  something  else. 

The  something  else  considered  is  reductions  in  rates,  which, 
even  if  they  did  not  bring  increased  traffic,  would  give  the  car- 
riers an  argument  with  which  to  go  before  the  Labor  Board 
and  the  labor  unions  with  a  suggestion  that  there  should  be 
a  revision  of  wages  and  working  rules. 

One  of  the  arguments  the  laboor  leaders  have  been  able  to 
put  forth  is  that  the  railroads  have  not  reduced  rates.  The 
fact  that  rates  never  went  up  as  much  as  wages,  the  public 
probably  never  fully  understood  and  the  labor  leaders  never 
admitted,  because  the  latter  have  statisticians  who  can  show,  by 
figures,  that  wages  never  went  up  as  much  as  rates. 

The  improvement  in  railroad  earnings  would  be  one  excuse 
for  a  reduction  in  rates  by  order  of  the  chief  executives.  Traffic 
executives,  as  a  rule,  have  denied  requests  by  shippers  for  re- 
ductions on  the  ground  that  the  record  failed  to  show  that  there 
would  be  any  increase  in  tonnage  as  a  result  of  such  reductions. 
In  doing  that  the  traffic  executives  remained  within  the  scope  of 
their  duties  and  employment.  Higher  executives,  however,  deal- 
ing with  the  broadest  questions  of  policy,  are  not  bound  by 
records  of  that  kind.  They  are  free  to  take  into  consideration 
the  state  of  the  country  and  reach  conclusions  unlike  those 
reached  by  the  traffic  executives. 

The  fact  seems  to  be  that  the  whole  question  of  rates  has 
gone  beyond  the  traffic  officials,  of  both  shippers  and  carriers. 
Executives  in  lines  of  industries  producing  heavy  loading  com- 
modities are  reported  as  holding  or  about  to  hold  meetings  at 
various  points  with  a  view  to  forming  small  committees  to  take 
ui>  the  subject  of  reductions  with  the  highest  executives  of  the 
railroads.  Coal  people  appear  to  be  more  than  ordinarily  active. 
On  account  of  either  an  actual  or  prospective  meeting  of  big 
men  in  the  coal  industry,  a  report  was  put  into  circulation  in 
Chicago  September  20  that  there  would  be  a  reduction  of  fifty 
cents  a  ton  in  the  rates  on  coal  from  the  eastern  mines  to  west- 
ern markets  within  thirty  days.  That  rumor  was  indefinite,  but 
it  had  the  effect  of  demoralizing  the  market,  because,  prior  to 
its  circulation,  it  was  reported  that  a  general  move  toward  lower 
rates  would  be  made.  The  only  known  meeting  of  coal  men 
prior  to  the  circulation  of  that  report  was  one  held  in  the  offices 
of  Andrade,  Eyre  &  Co.  in  New  York  September  19.  Mr.  An- 
drade  has  been  attorney  for  big  shippers  in  some  cases  before 
the  Commission  and  the  fact  that  he  is  familiar  with  Com- 
mission practice  suggested  the  thought  that  perhaps  the  meet- 
ing held  in  his  office  might  be  one  of  the  meetings  to  be  held 
by  various  industries  with  a  view  to  calling  on  the  railroad  ex- 
ecutives to  make  reductions  in  rates. 

The  American  Petroleum  Institute  has  already  taken  steps 
to  make  a  fight,  if  necessary,  for  a  reduction  in  rates  on  pe- 
troleum and  its  products.  That  institute  is  the  particular  pet 
of  some  of  the  biggest  men  in  the  industry  and  its  move  is  not 
like  that  of  an  ordinary  traffic  association. 

Commissioner  McChord,  acting  chairman  of  the  Commission, 
in  commenting  on  the  report  of  July  earnings  and  expenses, 
expressed  the  opinion  that  the  condition  of  the  carriers  and 


business  generally  showed  an  improvement  that  would  b«  con- 
tinued. He  said  that  the  early  reports  for  August  Indicated  that 
i  lie  roads  in  that  month  did  an  well  as.  If  not  better,  than  In 
July.  He  said  he  did  not  wish  to  be  understood  as  Indicating 
that  the  country  wan  on  the  verge  of  a  boom,  but  he  believed 
the  business  depression  was  on  the  wane. 


RATES  ON  COTTONSEED  MILL  PRODUCTS 

Thf   Traffic    World    Washington   Bureau 

Another  critical  examination  of  one  of  Leland's  complex  tariff 
proposals  is  likely  to  come  from  his  filing  of  his  I.  C.  C.  No.  1469, 
effective  September  28,  and  No.  1472,  effective  October  15,  cover- 
ing cottonseed  mill  products  from  southwestern  lines  territory, 
including  Texas,  Oklahoma,  Louisiana,  and  Arkansas,  to  eastern 
ports,  interior  eastern  points,  Canada,  Virginia  Cities,  Central 
Freight  Association  territory  and  some  points  In  Western  Trunk 
Line  territory. 

In  a  broad  way,  the  tariffs  are  intended  to  bring  rates  on 
the  cotton  mill  products  back  to  the  old  basis — namely,  combi- 
nation on  St.  Louis.  The  revisions  caused  by  General  Order  No. 
28  and  Ex  Parte  No.  74  threw  the  old  Leland  scheme  of  combi- 
nations out  of  line. 

Protests  against  the  way  Leland  proposes  bringing  about  the 
restoration  have  been  received  by  the  Commission  from  prac- 
tically every  man  and  association  interested  in  the  commodities 
under  consideration,  including,  among  the  rest,  the  American 
Fertilizer  Manufacturers  Association,  American  Cotton  Oil  Co.. 
Texas  Cottonseed  Crushers  Association,  Southern  Cotton  Oil 
Company,  the  Oklahoma  Cottonseed  Crushers  Association,  and  a 
host  of  feed  manufacturers  not  content  to  be  represented  in  full 
by  the  associations  of  which  they  are  members. 

Leland's  restoration,  if  made  in  the  manner  proposed  by 
him,  .would  result  in  increases  ranging  from  one  to  nearly 
twelve  cents  per  100  pounds.  The  fundamental  proposition  on 
which  he  rested  his  justification  was  that,  during  the  delirium 
of  war,  the  rate  on  cottonseed  meal,  for  instance,  was  reduced 
by  the  Louisville  lines  to  a  point  lower  than  the  rate  to  St. 
Louis.  That,  if  wholly  accurate,  would  be  obnoxious  to  the 
rule  that  has  long  existed  that  the  Louisville  rate  should  be 
three  cents  higher  than  the  St.  Louis  rate. 

Examination  of  the  tariffs  by  the  tariff  men  of  the  Commis- 
sion seems  to  show  that  the  foundation  is  not  accurate.  Only 
by  comparing  the  rates  to  St.  Louis  proper  and  to  Louisville 
proper,  can  it  be  said  that  Louisville  is  lower  than  St.  Louis. 

Combinations,  however,  are  not  based  on  rates  to  St.  Louis 
and  Louisville  proper  if  and  when  there  is  a  proportional  rate 
to  either  place.  An  examination  of  the  tariffs  shows  the  Com- 
mission that,  instead  of  the  rate  to  Louisville  being  reduced  by 
the  Louisville  lines,  the  St.  Louis  lines  in  1911  raised  the  rate 
to  St.  Louis  proper  and  left  the  rate  in  effect  then,  which  was 
used  for  both  St.  Louis  proper  and  for  beyond,  as  a  propor- 
tional for  beyond.  Louisville  never  had  a  proportional  rate. 

Comparison  of  the  Louisville  proper  rate  and  the  St.  Louis 
proportional,  it  is  asserted,  shows  that  St.  Louis  is  more  than 
three  cents  under  Louisville  and  that  therefore  the  fundamental 
Leland  proposition  cannot  be  supported  by  either  history  or 
what  is  now. 

Much  of  the  confusion  in  present  rates  is  due  to  the  method 
of  publication.  Specific  rates  apply  to  eastern  port  cities.  They 
are  lower  than  they  would  be  if  made  on  combination.  But  in 
proposing  a  foundation  for  a  combination,  the  Leland  tariffs  pro- 
pose not  only  to  raise  the  Louisville  rate  but  also  the  St.  Louis 
proportional.  The  present  proportional  rate  to  St.  Louis  is  42.5 
cents.  It  is  proposed  to  add  2.5  cents  to  that  and  make  it  45 
cents.  The  rate  to  St.  Louis  proper  is  50.5  cents  and  to  St  Louis 
proper  46.5  cents.  It  is  on  that  fact  that  Leland  bases  his  argu- 
ment that  rates  at  St.  Louis  and  Louisville  are  out  of  joint,  and 
it  is  to  that  proposition  that  protestants  object.  Under  the  pro- 
posal the  Louisville  proper  rate  would  be  increased  from  46.5 
to  56  cents. 

If  the  Leland  foundation  were  admitted  to  be  correct,  the 
effect  at  eastern  ports  would  be  as  follows:  Baltimore  would  be 
increased  from  72.5  to  84  cents;  Boston  80.5  to  89  cents;  New 
York  from  77  to  87  cents  and  Philadelphia  from  74  to  8"5  cents. 
To  central  freight  association  territory  some  of  the  increases 
would  be  as  follows:  Buffalo  from  64  to  71.5;  Huntington,  W. 
Va.,  65.5  to  76  cents;  and  Indianapolis  from  58.5  to  61  cents. 

In  1911  the  relationship  in  the  proper  rates  to  St.  Louis  and 
Louisville  was  changed  by  increasing  the  St.  Louis  proper  rate 
from  25  to  30  cents.  The  25  cent  rate  was  continued  as  a  pro- 
portional. 


COTTON  RATE  REDUCTIONS 

Tilt   Traffic   World  Washington  Bttrnu 

The  Commission,  by  petition  of  the  Atlantic  Coast  Line  and 
its  subsidiary,  the  Charleston  &  Western  North  Carolina,  has 
been  asked  to  intervene  in  a  cotton  rate  reduction  situation 
brought  about,  according  to  the  petition,  by  the  South  Carolina 
railroad  commission,  the  Southern,  and  the  Seaboard  railroads. 
The  petitioners  ask  the  federal  body  to  proceed  under  sections 
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13  and  15a  for  the  preservation  of  their  revenues.  They  esti- 
mate that  unless  the  national  regulating  body  intervenes  they 
will  lose  at  least  $200,000  a  year.  Inasmuch  as  they  have  not 
earned  their  fixed  charges  since  the  end  of  the  guaranty  period 
on  September  1,  1920,  and  inasmuch,  further,  as  they  and  other 
southern  railroads,  including  the  Southern  and  the  Seaboard, 
have  petitioned  the  Railroad  Labor  Board  for  a  lightening  of  the 
burdens  placed  on  them  under  federal  control,  they  suggest  that 
it  is  unseemly  for  the  two  railroads  and  the  state  commission 
to  be  allowed  to  make  reductions,  the  effect  of  which,  on  the 
petitioners  alone,  will  be  an  increase  of  $200,000  in  the  deficit. 

Rates  on  cotton,  cotton  linters  and  regins  have  already  been 
reduced  by  the  acts  of  the  two  railroads  and  the  South  Caro- 
lina commission.  The  Atlantic  Coast  Line,  in  its  petition  said 
that,  owing  to  competitive  influences,  reductions  in  rates  on  cot- 
ton, cotton  linters  and  regins  in  the  Carolina  territory,  will  have 
to  be  met  in  Georgia,  Florida,  and  Alabama,  with  the  probability 
of  the  reductions  extending  clear  into  Texas. 

Application,  therefore,  for  the  exercise  of  the  Commission's 
power  under  the  two  sections  mentioned,  if  ordered,  will  be  to 
prevent  a  general  breaking  down  of  the  rates  established  by  the 
national  regulating  body,  concurrence  in  which  was  voted  by 
the  southern  states,  or  if  not  voted,  then  enforced  by  federal 
orders  in  the  various  state  rate  cases. 

This  petition  is  the  counter  move  made  by  the  Atlantic 
Coast  Line  against  the  Southern  and  the  Seaboard,  advantage 
of  which  was  taken  by  the  South  Carolina  commission. 

A  desire  to  meet  truck  competition,  the  petition  asserts,  was 
given  by  the  Southern  and  the  Seaboard  as  their  reason  for  pro- 
posing to  break  down  the  cotton  mileage  scales  established  as 
a  result  of  Ex  Parte  No.  74.  They  published  mileage  scales  re- 
ducing rates  up  to  distances  of  120  miles  on  the  theory  that  the 
high  railroad  rates  were  inviting  the  movement  of  cotton  by 
trucks.  On  July  2,  the  Seaboard  applied  to  the  South  Carolina 
commission  for  authority  to  make  the  reduced  mileage  scale, 
published  by  it  for  application  on  interstate  business,  effective 
within  South  Carolina. 

The  Seaboard  and  the  Southern,  in  their  initial  moves,  pro- 
posed to  reduce  the  short  haul  and  increase  the  long  haul  rates. 
The  South  Carolina  commission,  before  hearing  a  word  of  tes- 
timony, according  to  the  allegation  of  the  Atlantic  Coast  Line 
and  its  subsidiary,  announced  that  no  increases  in  long  haul 
rates  would  be  permitted.  The  Atlantic  Coast  Line  said  that  the 
South  Carolina  commission  accepted  the  proposal  of  the  South- 
ern and  Seaboard  as  an  invitation  to  it,  to  reduce  the  short  haul 
rates  without  allowing  any  increases. 

While  nothing  has  been  done  by  the  North  Carolina  or  the 
Georgia  commission,  the  petitioners  said,  the  application  before 
the  North  Carolina  commission,  similar  to  the  one  already  acted 
upon  by  the  South  Carolina  body,  may  be  regarded  as  an  invi- 
tation by  that  body  to  do  likewise.  Inasmuch  as  there  are  no 
such  differences  in  transportation  conditions,  as  relate  to  cotton, 
between  the  Carolinas  and  Alabama  and  Georgia,  continuance 
of  the  reduced  rates  in  South  Carolina  will  mean  the  reduction 
of  the  scales  in  the  other  states.  In  their  petition  the  Atlantic 
Coast  Line  and  its  subsidiary  pointed  out  that  the  relationships 
between  the  different  ports  are  so  delicate,  because  the  traffic  is 
so  desirable,  that  they  must  follow  what  their  competitors  dp, 
or  lose  even  more  than  would  result  from  a  following  of  their 
example. 

The  petition  was  not  filed  until  after  many  of  the  schedules 
had  become  operative,  and  too  late  to  comply  with  the  rules  of 
the  Commission  respecting  protests  against  schedules  for  which 
suspension  might  be  asked.  The  only  schedule  that  could  be 
suspended  by  the  Commission,  after  the  petition  reached  it,  was 
Supp.  No.  2  to  Southern  I.  C.  C.  No.  A-9158,  effective  September 
20.  The  Commission,  September  20,  declined  to  suspend  it.  Other 
schedules  involved  became  operative  as  long  ago  as  August  4. 
The  A.  C.  L.,  to  avoid  the  drastic  penalties  of  the  South  Caro- 
lina law,  made  operative  the  mileage  scale  prescribed  by  that 
body  September  10.  That  scale  is  the  one  prepared  by  the 
Seaboard  and  the  Southern,  revised  by  the  South  Carolina  com- 
mission so  as  to  make  operative  the  reduced  short  haul  rates, 
but  leaving  unchanged  the  long-haul  rates  which  the  Seaboard 
and  the  Southern  proposed  to  put  up. 

Two  clear  points  were  made  by  the  Atlantic  Coast  Line. 
The  first  was  that  truck  competition  can  be  maintained  suc- 
cessfully only  in  cases  in  which  the  haul  is  not  more  than  50 
miles  and  then  only  in  territory  in  which  there  are  good  roads. 
The  second  was  that  nearly  all  its  hauls  are  short  and  that  it 
will  be  more  seriously  damaged  by  reductions  in  short  haul  rates 
than  the  competitors  that  proposed  the  reductions. 

The  petition,  collaterally,  brings  into  issue  the  reasonable- 
ness of  the  15  cent  per  100  pounds  flat  increase  put  on  each  and 
every  cotton  rate  on  June  25,  1918,  by  General  Order  No.  28. 
That  15  cent  addition  raised  6  and  7  cent  short  haul  rates  up 
to  21  and  22  cents  for  hauls  as  short  as  five,  ten  and  fifteen 
miles.  The  A.  C.  L.,  in  its  petition,  asserted  that  low  short  haul 
rates  never  brought  it  any  increase  in  business.  It  pointed  out 
that,  years  ago,  it  cut  its  rate  for  a  35  mile  haul  into  Sumter, 
S.  C.,  to  7  cents,  on  the  theory  that  it  would  obtain  much  of  the 


short  haul  business.  It  submitted  figures  to  show  that  it  ob- 
tained no  increase. 

As  an  additional  reason  for  the  Commission  taking  hold  of 
this  matter,  the  A.  C.  L.  pointed  out  that  there  was  no  pretense 
before  the  South  Carolina  commission  that  the  reduction  would 
stimulate  business,  which  argument,  it  said,  had  been  made  se- 
riously in  support  of  applications  for  reductions  on  fruits,  vege- 
tables, lumber,  brick,  cement,  petroleum  and  other  commodities, 
reductions  on  which  have  been  declined,  consistently,  by  the 
Southern  and  Seaboard. 

"The  foregoing  being  true,"  said  the  A.  C.  L.  petition  in  the 
summing  up,  "your  petitioners,  unless  saved  by  the  intervention 
of  your  Commission,  will  face  a  reduction  in  the  rates  on  cot- 
ton from  all  points  on  their  lines  in  North  Carolina  within  a 
radius  of  110  miles  to  the  nearest  port,  and  a  reduction  in  rates 
from  all  points  in  South  Carolina  and  Georgia  within  a  radius 
of  120  miles  of  the  nearest  port,  and  a  like  reduction  on  short 
haul  cotton  in  Alabama." 

The  Commission  considered  the  question  of  suspending  sup- 
plement No.  2  to  Southern  Railway's  I.  C.  C.  A-9158,  effective 
September  20,  and,  on  the  day  preceding  the  operative  date,  de- 
clined to  suspend  it.  Suspension,  it  is  believed,  would  not  have 
had  any  material  effect  on  the  situation,  because  so  many  other 
tariffs  and  supplements  on  the  subject  passed  the  scrutiny  of 
the  protesting  railroad,  without  any  objection  on  their  part,  that 
the  reductions  sought  by  the  Southern  and  the  Seaboard,  for 
all  practical  purposes,  were  in  effect  before  any  phase  of  the 
subject  was  brought  to  the  attention  of  the  federal  regulating 
body. 

This  declination  to  suspend  that  supplement,  however,  has 
no  bearing  on  the  application  of  the  Atlantic  Coast  Line  and  its 
subsidiary  for  a  proceeding  under  sections  13  and  15-a.  It  does 
not  indicate  one  way  or  the  other  what  the  Commission  may  be 
expected  to  do  on  that  phase  of  the  subject. 

CEMENT  REDUCTION  URGED 

L.  T.  Sunderland,  president  of  the  Portland  Cement  Asso- 
ciation, September  21,  sent  the  following  telegram  to  Acting 
Chairman  McChord  of  the  Interstate  Commerce  Commission,  from 
Chicago: 

"The  Portland  Cement  Association,  composed  of  the  pro- 
ducers of  one  of  the  heaviest  shipping  commodities  of  our  coun- 
try, in  convention  assembled  here,  has  unanimously  passed  the 
following  resolution  for  consideration  by  yourself  and  colleagues: 

Whereas,    The    greatest    problem    now    confronting    the    industrial 
life  of  the  nation  is  the  question  of  reducing  costs  to  a  normal  basis 
and,    whereas,    the    question    of   high    costs   is   not   particular   to   a 
individual  industry,   but  common  to  all.  and.  whereas,  while   mdusti 
is  not  unmindful  of  the  necessity  of  keeping  our  transportation  sj 
in  a  high  state  of  efficiency,  it  is  fully  aware  that  high  transportatic 
costs  which  do  not  produce  high  net  earnings  is  not  productive  of  t 
efficiency,    and,    whereas,    the    present    abnormal    high    transportatip 
charges  is  one  of  if  not  the  major  element  entering  into  high  industr: 
costs  and  is  one  of  the  greatest  barriers  to  return  to  normal  indus- 
trial costs,  and,  whereas,  a  substantial  reduction  in  freight  rates  will 
produce   in   the   end  a   larger  volume   of  traffic,   which  will,    in   t 
produce    greater    net    revenues    to    our    transportation    systems,    and 
whereas,   the  transportation  systems   are   now  paying  high  prices 
materials   and   supplies   largely   the   result   of   the    high    freight 
which   industry  must  pay  on   raw  materials   to   produce   the   finished 
products    needed    by    the    carriers,    and,    whereas,    the    recent    largi 
advances   of   freight   rates   have    been   made   on   a    percentage   basis 
which   caused   a   grave   dislocation   and   paralysis   of   business   by   the 
disruption    of    adjustments    of    long    standing    between    localities    and 
upon  which  adjustments  communities  and  industries  have  been  built, 
therefore,  be  it  resolved  by  the  Portland  Cement  Association,  in  meet- 
ing  assembled,   that   the   Interstate   Commerce   Association    be   urged 
to  take  immediate  steps  to  reduce  the  present  high   freight  rates  H 
the    same    manner    and    in    the    same    way    that    the    present    rates 
reached  their  high  level. 

EXPORT7  MEAT  RATES 

Declaring  that  so  long  as  they  have  no  control  over  operat- 
ing expenses  the  railroads  must  carefully  conserve  their  revenues, 
the  Traffic  Executive  Committee  of  eastern  territory,  in  a  letter 
signed  by  Vice-chairman  R.  N.  Collyer,  and  addressed  to  C.  B. 
Heinemann,  secretary  of  the  Institute  of  American  Meat  Packers, 
in  Chicago,  September  15,  refused  to  grant  the  request  of  that 
organization  for  the  removal  of  the  Ex  Parte  74  increases  from 
the  rates  on  export  meat  shipments.  Mr.  Collyer's  letter  is  as 
follows: 

Careful  consideration  has  been  given  to  the  petition  received  from 
you  under  date  of  August  18  for  a  substantial  reduction  in  the  rates 
applicable  to  meat  products  for  export,  and  to  the  supporting  brief 
and  the  oral  arguments  presented  by  your  sub-committee  at  confer- 
ence with  the  traffic  executives  on  September  llth. 

The  carriers  have  a  full  appreciation  of  the  commercial  difficulties 
arising  from  the  post-war  conditions  in  European  countries  as  affect- 
ing their  purchasing  power,  and  of  the  destruction  of  all  normal 
relation  in  exchange  with  those  countries. 

Europe  will  demand  food  products  for  years  to  come  until  it  has 
overcome  the  enormous  destruction  of  the  war  and  its  aftermath,  and 
the  United  States  will  supply  that  demand  when  Europe  can  furnish 
the  cash  or  credit,  but  not  before.  The  present  overturn  .of  the  laws 
of  supply  and  demand  as  related  to  food  products  is  but  temporary, 
and  fortunately  the  meat  industry  has  the  great  meat  consuming 
American  people  to  depend  upon  while  the  foreign  trade  is  coming 
into  equilibrium. 

The  competition  in  Europe  with  meat  originating  in  Canada  is. 
was    pointed    out    during    the    conference,    negligible,    and    on    meal 
originating  in  the  United  States  but  exported  through  Canadian  ports 


September   -'I.    lilL'l 
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Hi.      freight    ch.-nge,,    lire    .  \a<th     the      mi.     as    if    exported    through 
I'nii  Then-   i.--..    Hi.  ri'liu.  .    mi   foundation   fur   Hie  rlnini 

that    rimed  si'  icnc.-    m  actual  :nnl   m  •!•  rial  disad- 

vantage bv    uason  of  Canadian  competition. 

..leiai.lc    . -1111.11:1; .1..    vvn       laid    upon    the    lard    situation.      It    IK 

ui.iliiutite.il>    tni.    ih  >i    ill'-   i  in ii  tin H i:    i::i  M   i  ,.-  In   the  use  of  vegetable 

iiiipin ted   from   China    anil    the    Ka.st    Indies   for  the   ma  nufaeturo  of 

la  I1.!   substitutes,    iii   tin.   development  ol    which   the   i)iicker.s  liuve   been 

much   interested,    will   permanently    atTect    the  prices  of  hog  lard. 

lint     the    I'reiKhl     rates    on     in.-al     imidni-t        were    SO    low    In-fore    tile    will- 
that   even   at  to-day's  high   level  of  freight  rates,   with  the  low  prices 
ml.  the  relation  of  the  freight  charge  to  the  value  of  the  lard  is 
iiuieli  li.-low  thnt  on  other  Important  food  commodities.     For  example, 
with  September  lard  iiii.it.-. I  in  Chicago  v ,  stcrday  at  |10.75,  the  propor- 
tion   i.l    lli.     li.irj.t    ill. HI.     tn    New    Yolk    for    earload    shipment,    to    the 
value  ni    lard,    vvonld   lie  i;  per  cent:   while  for  export  grains,  using  the 
IOVK    water-compelled    export    rates    to   which    you    have    referred,    with 
September  prices  lit  Chicago,  the  proportion  of  the  freight 

charge    Li    Ihe    value    I'or   carload    shipmelll     to    New     York    would    be     i 

per  cenl  on  ivheal  and  23.12  per  cent  on  corn.  If  the  higher  priced 
products  vv.-re  used  in  the  comparison  the  percentage  of  freight 
in  the  value  of  the  meat  would  be  much  lower  than  i;  per  cent. 

With  the  railroads,  unfortunately,  the  laws  of  supply  and  demand 
have  I...  n  set  aside  by  government  intervention,  with  the  consequence 
that  labor,  which  is  the  carriers'  chief  item  of  cost,  must  he  paid 
market  price.  Kven  at  the  present  wage  levels,  the  situation 
Is  far  1 1  oin  reassuring  as  to  how  labor  will  act,  and  the  carriers  have 
be.-n  unable  to  detinit.lv  size  up  the  real  result  of  the  slight  benefits 
resuting  from  the  vvam-  board  awards. 

Coupled  with  its  policy  of  wane  control  by  the  Labor  Board,  Con- 

doeided    to    have    the    Interstate    Commerce    Commission    act    in 

i.r  balance  so  that  when  the  railroads  had  been  ordered  by  the 

Labor    Board    to    spend    money    in    the    public    interest,    the    Interstate 

Commerce   Commission   should   adjust   the   rates  so   that   the   carriers 

could  tind   this   inone.v    with  a  modicum   of  profit.     How  this  plan  has 

i,ed  is  a  matter  of  common  knowledge  but  the  carriers  must  con- 
serve what  income  the  Commission  has  given  them  so  long  as  they 
u.  prcventet  from  exercising  complete  control  of  the  outgo. 

There  is  no  primary  industry  that  has  had  less  to  show  for  the 
up,  rations  of  recent  years  than  the  railroads,  and  for  which  the 
future  promises  more  trouble. 

The  traffic  executives,  having-  taken  into  their  consideration  all 
the  conditions  controlling  in  this  matter,  have  concluded  they  cannot 
rec.immeiid  that  the  carriers  reduce  the  rates  now  applicable  upon 
MI. -at  products  shipped  for  export. 


REDUCTIONS  ON  VEGETABLES 

The   Traffic   World    Washington  Bureau 

Reductions  on  vegetables  from  Pacific  coast  points  of  origin 
to  Chicago  and  Mississippi  River  destinations,  announced  Sep- 
tember 20,  were  authorized  on  three  days'  notice,  under  special 
permission  No.  54848,  issued  to  R.  H.  Countiss. 

This  lowering  of  transcontinental  rates  is  the  outcome  of 
an  agitation  begun  soon  after  Ex  Parte  No.  74  advances  were 
made  effective  August  26,  1920,  and  carried  on  with  vigor  for 
four  or  five  months  prior  to  the  acquiescence  of  the  transcon- 
tinental carriers  in  suggestions  of  the  shippers.  An  informal 
conference  on  the  subject,  at  which  a  stenographic  record  was 
made,  was  held  in  one  of  the  Commission's  hearing  rooms  bn 
August  5  (see  Traffic  World,  August  13,  p.  318).  At  that  con- 
ference the  citrus  fruit  men  made  their  arguments  on  the  the- 
ory that  they  could  not  afford  any  of  the  increase  made  on 
August  26,  1920,  and  asked  for  its  total  elimination.  The  vege- 
table shippers  were  not  so  insistent  on  total  elimination.  They 
seemed  to  be  in  a  mood  for  "splitting  the  difference."  The 
agreement  is  a  little  better  than  a  splitting  of  the  difference, 
from  the  point  of  view  of  the  shipper. 

The  announcement  concerning  the  agreement,  made  by  the 
Commission,  on  September  20,  is  as  follows: 

After  a  conference  between  representatives  of  the  trans-conti- 
nental carriers,  western  vegetable  shippers  and  the  Interstate  Com- 
merce Commission,  a  decision  has  been  reached  to  make  reductions 
desired  by  the  shippers  in  the  rates  on  vegetables  from  California  and 
other  Pacific  coast  territory  points  to  the  territory  east  of  the  Rocky 
Mountains  as  far  as  Chicago  and  the  Mississippi  River. 

The  basis  to  be  employed  is  to  substitute  for  the  increase  of  33% 
per  cent  made  on  August  26,  1920.  an  increase  of  15  per  cent  over  the 
rates  in  effect  August  25,  1920,  thus  removing  more  than  half  of  the 
e  made  at  that  time. 

A  large  volume  of  movement  takes  place  annually  under  the  rates 
to  In  reduced  and  it  is  hoped  that  the  reductions  will  materially  assist 
pr.iwers  and  shippers  of  western  vegetables. 


TRANSCONTINENTAL  FRUIT  AND  VEGETABLE  RATES 

The  railroads  east  of  Chicago  and  the  Mississippi  River  have 
declined  to  join  trans-continental  lines  In  reduced  rates  pro- 
posed for  the  transportation  of  carload  shipments  of  vegetables, 
including  potatoes,  onions,  and  melons,  and  of  oranges  and  lem- 
ons, from  the  Pacific  coast  to  destinations  in  Central  Freight 
Association,  Trunk  Line  Association,  New  England  Freight  Asso- 
ciation and  Southern  Freight  Rate  Committee  territories.  The 
rates  proposed,  generally  speaking,  were  12%  per  cent  less  than 
the  rates  established,  .effective  August  26,  1920,  under  opinion  of 
the  Commission  in  Ex  Parte  No.  74. 


CAR  SUPPLY  SITUATION 

,The   Traffic    World    Washington   Bureau 

In  his  semi-monthly  review  of  general  conditions  as  of  the 
middle  of  September,  with  respect  to  the  demand  for  the  vari- 
ous classes  of  freight  cars,  M.  J.  Gormley,  chairman  of  the  car 
service  division  of  the  American  Railway  Association,  said: 

Box  cars:     Surplus  cars  in  good  order  at  the  end  of  August  were 
18,   a   derrease   of  over  30   per  cent   in  the  month,   while  it    is   im- 


JIOHHible      III      tell      allUllllelv       Ille      llllllll»-|       llf      l.o  Sllje 

to  Miy   this  mirplim  n-iirem  nt  "g  m    tin 

current   iat.       Grain    lonlim:    conllmnx   heavy   with    lin-renH«'d   offering* 
from   spring   wheat   states,    wilh    the   ear   supply   not   entirely   ciifli. 
at  all  point*  to  meet  clomandH.     Control,    t.,  give  special   attention   to 

select  ion    of    cars    .suitable    foi     grnlll    or    that    can    be    made    (It    with    light 

repairs    for   loading   Into  agricultural    territory,    and    to   prompt    return 

of  i-ars  In  1. 

Automobile  cars:   Some    impi  ov  i  -tin  nl    in   Ihe  demand.     Cam  of  thix 
type    should    In-    worked    hume    or    Into    tUtOtBOblW-protfuctni    territory 

as  requirements   m.-iy    neci-s.  it  at.-. 

Ventilated    box    cars:       I/ight    demand    a:  Handle    ,,n    rc- 

iiuired    by   rules.      Itemiircments  will   Increase  noon   In   the  noun 

Stock     can  l.i.a.lillg    ol     Hinge    cattle    III     West    and    BOUthWMt    In- 

creasing,   with    prospects    for    heavy    demands    soon.       Return    cm 
ovv  tiers    proinpllv     and    r.poit     any    .iiirplu*    available    for    genernl    <lln- 
1 1  il.nl  ii.n 

Kcfrlgcralor    iars:       I;.  1 1  if-i  aim     dl  ppioachinn     |.;-»k     in 

western     states    when-     fall     fruit    and     vegetable    ciop.-t    now     moving. 
Important    all     railroads    speali/..      on     movement     refrigerators,     urging 
iin.mpt    iclease   loaded   ears   and  prompt   repair   bad   orders.    H.-fii: 
tors    should    be    given   prompt    movement    In    accordance   with    Instruc- 
tions  of    refrigerator   section. 

open  to)/  cars:      Bituminous  coal  production  for  week  ending  Sep- 
tember 3rd   was  7.600,000  tons,   slightly   less   than   the   previous   w- 
Surplus  open  top  cars  as  of  August  31st  total  131.796  compared  with 
I  Hi, n72  August  15th,  a  clcei.       •    ..i   about  10  per  cent. 

rial    c.i  is:      The    number   of  flat   cars   reported   air   surplus   as   of 
August  31st  was  12,182  compared  with   13,030  August  luth.   a 
of  about   7   per  cent.     Flat   cars  should   be   loaded   to   fullest   possible 
extent  to  and  in  the  direction  of  owner.     Surplus  should  be  disposed 
of  in  accordance  with  Car  Service  Rules. 


CAR  SURPLUS  AND  SHORTAGE 

The    Traffic    World    Washington   Buretu 

A  further  decrease  of  17,312  in  the  number  6f  freight  cars 
idle  on  September  8,  because  of  business  conditions,  compared 
with  the  total  on  August  31,  was  shown  by  reports  received  by 
the  car  service  division  of  the  American  Railway  Association 
from  the  railroads  of  the  country.  The  total  on  the  later  date 
was  450,803,  of  which  237,972  represented  serviceable  freight  cars 
while  212,831  were  in  need  of  repairs. 

Tabulations  show,  however,  a  decrease  of  8,768  in  the  num- 
ber of  surplus  serviceable  freight  cars  in  approximately  a  week 
and  a  decrease  within  two  weeks  of  8,541  in  the  number  of  bad 
order  cars.  This  is  the  first  decrease  that  has  been  reported 
in  the  number  of  freight  cars  in  need  of  repairs  since  last  August 
and  would  seem  to  indicate  that  the  rail  carriers  of  the  country 
are  making  progress  in  their  efforts  to  get  their  equipment  into 
shape  in  order  to  meet  increased  demands  for  transportation 
facilities. 

Surplus  box  cars  in  good  order  on  September  8  totaled  65,- 
858  or  13,510  cars  less  than  at  the  beginning  of  the  month,  while 
surplus  coal  cars  immediately  available  to  meet  current  freight 
requirements,  if  necessary,  numbered  129,831  or  7,150  cars  below 
the  total  on  August  31. 

Of  2,303,669  freight  cars  on  line  of  American  railroad  com- 
panies, reports  received  by  the  Car  Service  Division  showed 
374,087  in  need  of  repairs  on  September  1,  or  16.2  per  cent,  com- 
pared with  o82,440,  or  16.6  per  cent,  on  August  15.  In  computing 
the  number  of  cars  needing  repairs  but  idle  due  to  business  con- 
ditions an  allowance  of  seven  per  cent  is  made  to  represent  the 
number  regarded  as  normally  out  of  service  because  of  theli 
condition. 

The  average  daily  surplus  of  237,972  cars  in  good  order  in 
the  period  September  1  to  8,  inclusive,  as  compared  with  246,740 
cars  in  the  preceding  week,  was  made  up  of  the  following  classes 
of  equipment:  Box,  61,648;  ventilated  box,  1,311;  auto  and  furni- 
ture, 2,899;  flat,  11,109;  gondola,  80,790;  hopper,  49,041;  coke, 
9,335;  S.  D.  stock,  11,075;  D.  D.  stock,  533;  refrigerator,  4,640; 
tank,  726,  and  miscellaneous,  4,865. 

The  shortage  was  made  up  of  498  box  cars,  3  flat  cars,  34 
gondolas,  6  hoppers  and  23  refrigerators. 


FREIGHT   CAR   STATISTICS 

The   Traffic   World    Washington   Bureau 

The  percentage  of  home  cars  on  home  roads  for  Class  1 
roads,  on  September  1,  was  70.4,  according  to  the  car  service 
division  of  the  American  Railway  Association.  In  the  eastern 
district  the  per  cent  was  63.8;  Allegheny,  77.4;  Pocahontas,  78; 
Southern,  68.6,  and  Western,  70.8. 

The  percentages  of  freight  cars  on  line  to  ownership  as  of 
September  1,  Class  1  roads,  were  as  follows:  Eastern  district, 
97.2,  as  against  104.7  a  year  ago;  Allegheny  district,  99.1  as 
against  99.4  a  year  ago;  Pocahontas  district,  89.5  as  against  74.4 
a  year  ago;  Southern  district,  93.7  as  against  86.5  a  year  ago; 
Western  district,  101.5  as  against  97.5  a  year  ago;  all  districts 
98.3  as  against  97.3  a  year  ago;  Canadian  lines,  97.2  as  against 
95.3  a  year  ago. 


OPERATING  STATISTICS 

The   Traffic    World    Washington   Bureau 

Car-miles  per  day  averaged  21.6  in  July  as  compared  with 
22  in  June,  and  26.1  in  July  a  year  ago,  according  to  a  monthly 
summary  of  ratios  of  operation  Issued  by  the  Bureau  of  Rail- 
way Economics.  Tons  per  car  (revenue  and  non-revenue)  av- 
eraged 27.5  in  July  as  against  27.7  in  June,  and  29.6  in  July  a 
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year  ago.  The  per  cent  of  loaded  to  total  car-miles  in  July  was 
63.3  as  compared  with  63.3  in  June,  and  67.8  in  July  a  year  ago. 
The  summary  showed  the  percentage  of  unserviceable  cars  in 
the  months  from  January  to  July,  inclusive,  to  be  as  follows: 
January,  8.7  per  cent;  February,  9.7  per  cent;  March,  10.8  per 
cent;  April,  12.3  per  cent;  May,  13.6  per  cent;  June,  14.4  per 
cent,  and  July,  15.4  per  cent.  The  percentage  of  unserviceable 
locomotives  in  July  was  23.5  as  compared  with  24.8  in  Janu- 
ary, 1921. 

TELEPHONE  REVENUE 

The   Traffic   World    Washington  Bureau 

The  operating  income  of  large  telephone  companies  having 
annual  operating  revenues  in  excess  of  $250,000  amounted  to 
$9,563,242  in  June  as  compared  with  $6,150,543  in  June,  1920,  an 
increase  of  55.5  per  cent,  according  to  a  statement  issued  by  the 
bureau  of  statistics  of  the  Commission.  Revenues  totaled  $45,- 
656,087  as  against  $40,693,204  in  June,  1920,  and  expenses,  $32,- 
637,024  as  against  $31,756,360  in  June,  1920. 

In  the  six  months  ended  with  June  the  operating  income 
totaled  $54,273,585  as  against  $42,585,730  in  the  first  six  months 
of  1920,  an  increase  of  27.4  per  cent.  Revenues  totaled  $265,- 
113,378  as  against  $237,404,749  in  the  1920  period,  and  expenses, 
$191,830,910  as  compared  with  $178,576,102  in  the  1920  period. 


COAL  PRODUCTION  REPORT 

The   Traffic   World    Washington  Bureau 

Observance  of  the  Labor  Day  holiday  resulted  in  a  further 
decrease  in  the  production  of  soft  coal,  the  estimated  produc- 
tion for  the  week  ended  September  10  being  7,035,000  net  tons 
as  against  7,615,000  net  tons  in  the  preceding  week,  according  to 
the  weekly  report  of  the  Geological  Survey  under  date  of  Sep- 
tember 17.  Preliminary  reports  for  the  week  ended  September 
17  indicated  an  improvement  in  production. 

"The  movement  of  soft  coal  from  Lake  Erie  ports,"  the  Sur- 
vey said,  "continued  to  decline  during  the  week  ended  Septem- 
ber 11,  partly  because  of  the  Labor  Day  holiday.  Reports  from 
the  Ore  and  Coal  Exchange  show  that  453,927  net  tons  were 
dumped,  a  decrease  when  compared  with  the  dumpings  in  the 
preceding  week,  of  134,197  tons.  Of  the  total  dumped,  433,319 
tons  were  cargo  coal  and  20,608  tons  vessel  fuel. 

"The  cumulative  Lake  movement  for  the  season  now  stands 
at  17,193,280  tons.  The  record  for  the  year  is  nearly  two  million 
tons  behind  1918,  but  is  still  321,000  tons  ahead  of  1919,  and 
over  four  and  a  quarter  million  tons  ahead  of  1920. 

"The  all-rail  movement  to  New  England  declined  during  the 
week  of  Labor  Day.  Reports  to  the  American  Railway  Associa- 
tion show  that  1,086  cars  of  anthracite  and  2,470  cars  of  bitumi- 
nous coal  were  forwarded  over  the  Hudson,  against  2,479  and 
2,580  cars,  respectively,  in  the  week  preceding.  In  the  corre- 
sponding week  last  year  2,129  cars  of  anthracite  and  5,054  cars 
of  bituminous  coal  were  shipped. 

"No  recovery  in  the  overseas  export  trade  is  indicated  by 
the  returns  from  Hampton  Roads  during  the  week  of  September 
10.  A  total  of  64,742  net  tons  was  dumped  for  foreign  account, 
of  which  36,014  tons  were  cargo  coal  and  28,728  tons  were  for 
foreign  bunkers.  The  fact  that  the  exports  were  scarcely  one- 
tenth  of  the  weekly  average  last  June,  when  the  stimulus  of 
the  British  strike  was  felt,  is  no  doubt  a  factor  in  the  present 
low  production  of  coal." 


COAL  TRANSPORTATION  PROBLEM 

The    Traffic    World    Washington   Bureau 

A  tie-up  of  transportation  facilities  will  be  inevitable  unless 
the  public  buys  soft  coal  now,  according  to  a  statement  issued  by 
Harry  N.  Taylor,  a  director  of  the  National  Coal  Association. 
He  said  the  railroads  should  be  moving  the  winter  supply  to  the 
market  now. 

"The  non-buying  public  is  creating  a  condition  for  which  it 
will  blame  the  coal  men  when  it  wants  coal  later,"  said  he.  "If 
orders  were  to  be  placed  now  in  a  regular  manner,  the  operators 
could  produce  and  railroads  haul  the  coal  for  the  winter  supply. 
But  if  the  buying  public  persists  in  withholding  its  orders  it  will 
be  impossible  to  produce  or  transport  in  a  few  months  the  coal 
which  should  have  been  distributed  over  the  twelve  months  of 
the  year." 


CUMMINS  INVESTIGATION 

The   Traffic    World    Washington   Bureau 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  who  has  been  in  ill  health,  is  expected  back 
from  Iowa  some  time  next  week.  On  his  return  action  probably 
will  be  taken  by  the  committee  with  respect  to  the  railroad 
inquiry,  which  was  suspended  last  July  after  the  representatives 
of  the  railroads  and  the  owners  of  railroad  securities  had  been 
heard. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


TELEGRAPHS  AND  TELEPHONES 

Limitation  of  Liability  Binding  on  Sender  and  Addressee: 

(City  Court  of  New  York.)  A  telegraph  company  is  liable 
for  neglect  to  perform  its  duty  to  the  addressee  of  a  message 
as  well  as  to  the  sender,  and  a  stipulated  limitation  of  liability 
binds  both. — Freschen  et  al.  vs.  Western  Union  Telegraph  Co., 
189  N.  Y.  S.  649. 
Gross  Negligence  Not  Subject  to  Limited  Liability: 

A  telegraph  company  cannot  by  contract  relieve  itself  from 
the  consequences  of  its  wilful  misconduct  or  gross  negligence. — 
Ibid. 
Limitation  of  Liability  Held  Not  Binding: 

Where  neither  the  sender  nor  the  addressee  of  a  cable  mes- 
sage which  a  telegraph  company  has  failed  to  transmit  is  shown 
to  have  entered  into  a  stipulation  with  the  original  carrier,  or 
with  the  company  itself,  limiting  liability,  or  to  have  had  any 
notice  thereof,  they  are  not  bound,  although  the  blank  on  which 
the  message  was  written  contains  stipulations  of  that  nature. — 
Ibid. 
Failure  to  Transmit  Message,  Held  Gross  Negligence: 

Where   a   telegraph   company's   failure   to   transmit   a   cable 
message  is  not  shown  to  have  been  due  to  mistake  in  transcrib- 
ing  or   difficulty   in   transmitting,   the  failure   constitutes    gross 
negligence,  not  subject  to  a  limitation  of  liability. — Ibid. 
Limitation    of   Time   for    Presentation   of   Claim    Not    Exemption 

from   Liability  for  Gross  Negligence: 

A  stipulation  in  a  contract  for  the  delivery  of  a  telegram 
that  notice  of  claim  must  be  presented  within  60  days,  consti- 
tutes no  exemption  from  liability  for  gross  negligence. — Ibid. 
Effect  of  Federal  Regulation  of  Telegraph  Companies  Stated: 

The  federal  statute  (U.  S.  Comp.  St.  1916,  p.  8563  et  seq.) 
placing  telegraph  companies  under  the  supervision  of  the  Inter- 
state Commerce  Commission  has  ousted  state  jurisdiction  over 
legislation  in  validating  limited  liability  stipulations  of  interstate 
companies;  but  the  statute  neither  changes  the  common-law  rule 
of  liability  nor  does  it  prevent  the  suitor  from  pursuing  such 
common-law  remedy  in  the  state  courts. — Ibid. 
Acceptance  of  Offer  in  Message  Question  of  Fact: 

In  an  action  by  the  addressee  against  a  telegraph  company 
for  damages  for  failure  to  transmit  a  cable  message  containing 
an  offer  to  purchase  brass  tubes,  the  plaintiff  may  show  whether 
he  would  have  accepted  the  offer,  and  on  such  testimony  it  be- 
comes a  question  of  fact  whether  or  not  he  would  have  so  ac- 
cepted.— Ibid. 
Measure  of  Damages  for  Failure  to  Transmit  Offer  to  Purchase 

Stated : 

In  an'  action  by  the  addressee  against  a  telegraph  company 
for  failure  to  transmit  a  cable  message  containing  an  offer  to 
purchase  brass  tubes,  where  it  is  shown  that  he  would  have 
accepted  the  offer,  the  measure  of  damages  is  the  difference 
between  the  market  price  and  the  contract  price. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 

REGULATION    OF    COMMON    CARRIERS 

Neither  Estoppel,  Ignorance,  nor  Mistake  Can  Defeat  Interstate 
Commerce  Act  and  State  Railroad  Supervision  Act  as  to 
Discrimination  and  Preferences;  Demurrage  Charges  Col- 
lected in  Excess  of  Published  Tariffs  May  Be  Recovered  by 
Shipper: 

(Supreme  Court  of  Mississippi,  Division  A.)  A  strict  ad- 
herence to  the  published  rates  and  charges,  including  demurrage 
charges,  by  railroad  common  carriers,  is  essential  to  avoid  dis- 
criminations and  preferences  between  shippers,  and  neither 
estoppel,  ignorance  of  the  shipper,  nor  mistake  of  the  carrier's 
agent  can  defeat  the  provisions  of  the  interstate  commerce  act 
and  the  railroad  supervision  act  of  this  state  prohibiting  dis- 
criminations, and  requiring  that  the  shipper  must  pay  and  the 
carrier  must  collect  only  the  legal  published  rate;  therefore, 
where  a  railroad  carrier  as  a  part  of  interstate  as  well  as  intra- 
state  commerce  has  collected  demurrage  charges  from  a  shipper 
in  excess  of  that  authorized  by  its  published  tariffs  on  file  with 
the  Interstate  Commerce  Commission  and  the  State  Railroad 
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Commission,  .siicli  excess  dfimiiragf  charges  HO  collected  may  be 
iccini -reel  1 1 din  i lie  carrier  by  the  shipper.— Southern  Ry.  Co.  In 

ippi  VH.  Buckeye  Cotton  Oil  Co.,  89  Sou.  Rept.  228. 
Discovery    May    Be    Had    Against    Corporation    Without    Joining 

Officer  Thereof: 

Tin-  equitable  principle  that  discovery  cannot  be  had  against 
orporatlon  without  joining  as  codefendant  with  such  corpora- 
tion the  secretary  or  some  other  officer  thereof,  for  the  reason 
that  a  corporation  cannot  make  or  answer  under  oath,  nor  be 
liable  for  perjury,  has  no  application  in  this  state,  since  the  rea- 
son on  which  said  prim -iple  is  based  was  abrogated  by  our  statute 
(section  585,  Code  of  1906;  section  :!I5,  Hemingway's  Code), 
providing,  among  other  things,  that  the  answer  of  a  corporation 
shall  not  be  under  seal,  but  shall  be  sworn  to  by  some  general 
officer  of  i  he  corporation;  for  under  the  statute  an  officer  answer- 
ing for  his  corporation  would  subject  himself  to  a  prosecution 
for  perjury  for  making  a  false  oath.— Ibid. 
Bill  Against  Railroad  Common  Carrier  Held  Not  Demurrable  as 

Seeking    Discovery  of   Published   Tariffs 

A  bill  in  equity  by  a  shipper  against  a  railroad  common  car- 
rier, alleging  that  during  a  certain  period  named  in  the  bill  the 
shipper  paid  the  carrier  a  sum  of  money  as  demurrage  charges, 
which  had  been  collected  by  the  carrier  from  the  shipper  in 
pursuance  of  the  former's  published  tariffs  on  file  with  the  Inter- 
state Commerce  Commission  and  the  State  Railroad  Commission 
and  the  average  agreement  made  between  the  parties  in  pur- 
suance of  the  authority  in  such  tariffs;  that  such  demurrage 
charges  were  collected  in  violation  of  such  tariffs  and  average 
agreement,  in  that  the  carrier  collected  demurrage  charges  on 
cars  consigned  to  the  shipper  before  such  cars  reached  the  line- 
of  railroad  of  the  carrier,  as  well  as  other  violations  of  such 
tariffs  and  agreements;  that  the  shipper  failed  to  keep  a  correct 
record  of  such  demurrage  charges  so  paid,  and  what  records  it 
had  kept  had  been  lost  or  destroyed;  that  the  carrier  had  in 
its  possession  a  complete  record,  giving  a  history  of  each  item 
of  such  demurrage  charges  paid;  and  -praying  a  judgment  for 
such  overpaid  charges  and  discovery  by  the  carrier  of  such  rec- 
ords kept  by  it — on  demurrer  is  not  subject  to  the  objection  that 
it  seeks  discovery  of  the  published  tariffs  of  the  carrier  on  file 
with  the  Interstae  Commerc  Commission  and  the  State  Railroad 
Commission;  the  discovery  feature  of  the  bill  being  to  have  the 
carrier  discover  the  facts  and  circumstances  attending  the  collec- 
tion of  each  item  of  demurrage  charged,  so  that  it  may  be  prop- 
erly determined  whether  the  same  had  been  legally  collected  or 
not.— Ibid. 
Bill  for  Dmurrage  and  Discovery  Held  Not  Demurrable  as  Failing 

to  State  Cause  of  Action: 

And  such  a  bill  on  demurrer  is  not  subject  to  the  objection 
that  it  does  not  state  a  cause  of  action  for  discovery  and  for  the 
recovery  of  any  demurrage  charges  paid  by  the  shipper  to  the 
carrier  in  excess  of  those  fixed  by  the  published  tariffs  of  the 
carrier  on  file  with  the  Interstate  Commerce  Commission  and 
the  State  Railroad  Commisison  and  the  average  agreement  en- 
tered into  between  the  shipper  and  the  carrier  by  authority  of 
such  published  tariffs. — Ibid. 
Persons  Having  Claims  Against  Railroad  for  Overcharges  Cannot 

Join   in  Suit  to   Impress  Trust  on   Property: 

(Supreme  Court  of  Missouri,  Division  No.  2.)  Persons  hav- 
ing claims  against  a  railroad  company  for  overcharges  on  differ- 
ent shipments,  unlike  as  to  places  or  times  of  execution  of  the 
contracts,  or  of  performance  of  the  duties  imposed,  cannot  join 
in  a  suit  in  equity  to  impress  a  trust  on  the  assets  and  capital 
stock  of  the  company  in  the  hands  of  a  reorganized  company,  to 
prevent  a  multiplicity  of  suits  or  otherwise. — Ballew  Lumber  & 
Hardware  Co.  et  al.  vs.  Missouri  Pac.  Ry.  Co.  et  al.,  232  S.  \V. 
Rept.  1015. 

ILLINOIS  INTRASTATE  RATES 

The   Tragic   World    Washington  Bureau 

In  No.  13071,  in  the  matter  of  intrastate  rates  of  the  Ter- 
minal Railroad  Association  of  St.  Louis  and  other  carriers  within 
the  state  of  Illinois,  the  Commission  has  entered  an  order  in- 
quiring into  action  by  the  Illinois  Commerce  Commission  on 
intrastate  rates  of  the  Terminal  Railroad  Association  of  St.  Louis, 
the  St.  Louis  Merchants  Bridge  Terminal  Railway  Company  and 
the  East  St.  Louis  Connecting  Railway  Company.  These  car- 
riers made  application  to  the  Illinois  commission  for  permission 
to  increase  rates  for  intrastate  traffic  similar  to  the  increases 
permitted  by  the  Commission  for  interstate  traffic  and  the  peti- 
tion was  denied.  They  then  filed  a  petition  with  the  federal 
Commission,  and  the  investigation  is  to  determine  whether  un- 
just discrimination  against  interstate  commerce  results. 


COMPENSATION    AND   NUMBER  OF   EMPLOYES 
The  average  number  of  employes  in  service  on  class  1  roads 
in   the  three  months  ended  June  30  was  1,568,143,  according  to 
a  summary  of  employes,  service,  and  compensation  of  class  1 
roads,  including  switching  and   terminal   companies,  issued   by 
the  Commission.     Their  compensation   totaled   $699,684,795.     In 
il   the  average  number  of  employes  was   1,542,716;    in   May, 
l.r,7.-,,r>99,  and  in  June,  1,586.143. 


THE    RAILROAD    SITUATION 

(From  ..ii   mliln-xx  hy   Henry   A.    I'lilim-i.   Iwfi.M-   lti«-   Aiii'-i-li-mi   AJOKK  In  - 

li..,i     i,|      ri.-irllt     TrafflC     Mlllc-l:..     Si-|ili   Mlt.fl-     111.) 

The  traffic  men  are  the  real  backbone  of  the  railroads,  be- 
cause they  are  the  business  getters.  That  being  the  case,  and 
because  they  mingle  more  with  the  public — especially  fhe  busi- 
ness public— than  do  others  of  their  craft,  it  is  important  that 
they  have  the  right  view  of  some  of  the  larger  developments  In 
transportation  that  do  not  relate  to  the  technicalities  of  the  busi- 
ness. Perhaps  the  views  of  an  outsider,  with  some  knowledge  of 
the  technical  problems  that  vex  you  and  some  interest  In  your 
particular  phase  of  the  business,  may,  therefore,  aid  you  In  get- 
ting the  correct  perspective  as  to  the  relationship  of  things,  the 
causes  of  certain  situations,  and  opportunities  for  Improvement 
in  certain  conditions.  Sometimes  we  fail  to  see  what  others  see 
because  our  noses  are  too  close  to  our  particular  work,  and  some- 
times we  do  not  even  see  the  necessity  for  knowledge  beyond 
that  required  for  the  discharge  of  our  immediate  duties. 

What  is  the  so-called  railroad  problem?  FlinflHTTlP.ntallY  and 
broadly  apeafcing^lf  If  *>"*  p^Mc""  "f  nacm-lnff  tn  tha  pan-lorn 
under  private  ownership  and  operation,  adequate  rffyfjnufii  ft"d 
assuring  to  ihe  public.  a'  -ine,  adequate  service  imU 

reasonable  rates,  I  think  most  of  us  can  agree  on  that  deflni- 
tion,  with  perhaps  minor  changes  or  some  amplification.  If  that 
is  true  it  would  seem  that  there  ought  to  be  more  co-operation 
and  understanding  between  carrier  and  shipper.  I  know  that 
talk  of  co-operation  between  carrier  and  shipper  sounds  stale. 
We  all  believe  in  It — or  say  we  do.  But  we  do  not  all  prac- 
tice it.  We  all  believe — or  say  we  believe — that  the  interest  of  the 
carrier  and  of  the  shipper  are  the  same;  that  the  carrier  cannot 
exist  without  the  shipper  and  that  the  shipper  will  not  do  much 
shipping  if  he  is  not  liberal  enough  in  his  views  to  permit  the 
carrier  to  make  enough  money  so  that  it  can  continue  its  function 
ol  carrying;  but  there  is  still  the  shipper  or  the  representative  of 
the  shipper  who  thinks  it  is  his  duty  to  oppose  everything  pro- 
posed by  the  carrier — that  the  railroad  is  always  trying  to  "put 
something  over";  and  there  is  still  the  carrier  or  the  represen- 
tative of  the  carrier  who  thinks  the  shipper  always  wants  the 
best  of  it  and  that  it  is  his  business  to  get  and  keep  rates  as 
high  as  possible  and  give  the  shipper  nothing  without  a  fight. 
Here,  if  you  will  permit  the  suggestion,  is  an  opportunity  for 
improving  the  situation.  The  shipper  is  your  customer.  Some 
of  you  treat  him  that  way  but  some  of  you  do  not.  It  Is  your 
business  to  sell  him  transportation.  You  are  entitled  to  your 
legitimate  profit,  but  no  more  than  that.  Courtesy  and  forbear- 
ance are  the  spirit  of  successful  commercialism.  And  you  must 
concede  something  to  business  expediency.  It  is  not  always  well  to 
insist  on  the  pound  of  flesh  even  if,  strictly  speaking,  you  are 
entitled  to  it. 

Railroad    Rate   Committees 

A  lack  of  what  might  be  called  the  proper  business  attitude 
on  the  part  of  the  railroads,  exhibits  itself  in  several  ways. 
There  are,  for  instance,  the  railroad  rate  committees.  This  plan 
of  rate  committees  and  accompanying  publicity  so  that  shippers 
affected  might  know  in  advance  of  changes  proposed  and  might 
state  their  objections,  if  they  had  any,  was  a  voluntary  offering 
on  the  part  of  the  carriers — an  outgrowth  of  the  plan  used  under 
federal  operation.  Its  purpose  and  theory  are  good  and  the  car- 
riers are  entitled  to  and  have  received  great  credit  for  their 
action.  But  the  plan  has  been  permitted  to  degenerate  into  a 
time-killing  scheme,  that  is  becoming  the  bane  of  shippers.  They 
are  glad  of  an  opportunity  to  propose  changes  and  to  be  heard 
on  changes  proposed  by  others,  but  what  does  it  avail  them  to 
be  heard  if  they  get  no  action?  I  may  say  that  individual  car- 
riers themselves  have  their  troubles  with  these  committees  that 
mistake  deliberation  and  long  drawn  out  routine  methods  for 
business.  Business  means  action — it  means  initiative.  It  does 
not  mean  that  a  change  in  a  freight  rate  or  the  institution  of  a 
new  rate,  for  instance,  that  would  be  only  justice  to  a  shipper  or 
that  would  enable  a  certain  railroad  to  get  some  tonnage  that 
it  is  not  otherwise  able  to  get,  should  be  lost  in  the  red  tape  of 
interminable  committee  procedure.  There  is  perhaps  no  one 
thing  in  which  the  traffic  departments  of  the  railroads  could  bet- 
ter help  themselves  to  a  higher  place  in  the  esteem  of  their  cus- 
tomers than  by  revising  this  rate  committee  plan  so  that  It 
would  work  with  something  like  business  method.  If  it  cannot 
be  so  revised,  then  it  had  better  be  cast  aside  altogether.  It 
not  only  annoys  the  shipper  but  it  is  suppressive  of  initiative 
in  the  carrier. 

Railroad    Initiative 

This  brings  us  to  the  matter  of  railroad  initiative  and  enter- 
prise in  a  broader  aspect.  A  moment  ago  we  defined  the  funda- 
mental railroad  problem.  But  that  problem  has  various  phases, 
changing  with  the  times.  Just  now,  we  might  say,  it  Is  the  ad- 
justment of  rates  so  as  reasonably  to  satisfy  patrons  of  the  rail- 
roads and  assure  the  public  that  the  railroads  are  carrying  their 
part  of  the  burden  in  the  task  of  restoring  business  to  normalcy, 
without,  however,  robbing  themselves  entirely  of  the  earnings 
that  are  necessary  for  them  to  live  and  continue  to  give  the 
service  on  which  commerce  must  depend.  Whether  you  agree 
with  that  or  not  you  must  agree  that,  however  we  define  it,  we 
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have  a  perplexing  phase  of  the  railroad  problem  before  us.  But 
do  we  see  railroad  initiative — railroad  leadership — in  the  attempt 
to  solve  it?  The  attitude  of  the  railroads  seems  to  be  that  the 
law  is  what  it  is  and  times  are  what  they  are  and  neither  is 
their  fault.  They  are  victims  and  their  hands  are  tied.  It  is 
true  that  they  are  shackled  by  over-regulation,  but  it  is  also  true 
that  they  have  the  benefit  of  a  degree  of  protection  not  afforded 
to  other  business.  But  even  if  the  hardships  outweigh  the  bene- 
fits, there  is  still  opportunity  for  the  exercise  of  talent  in  an 
attempt  to  make  the  scale  swing  the  other  way. 

High  Freight  Rates 

I  have  no  sympathy  with  what  has  been  spoken  and  written 
— some  of  it  by  persons  who  ought  to  know  better,  and  much 
of  it  by  persons  who  ought,  at  least,  to  know  enough  to  find  out 
the  facts  before  they  speak — about  high  freight  rates  throttling 
business.  It  has  been  pretty  successfully  shown  that  high  rates 
have  not  throttled  or  even  hampered  business  generally,  in  the 
sense  that  they  have  prevented  tonnage  from  moving.  No  one 
has  been  more  outspoken  than  I  in  insisting  that  rates  must 
not  b6  reduced  generally  as  long  as  the  business  of  the  carriers 
was  as  bad  as  it  was,  though  no  one  has  been  more  insistent, 
either,  that  the  carrier  should  give  earnest  attention  to  specific 
cases  brought  before  them  where  it  was  alleged  that  the  move- 
ment of  traffic  was  being  interfered  with  by  high  rates — this  in 
their  own  interest  as  a  means  of  increasing  their  business  as 
well  as  out  of  fairness  to  others. 

The  situation  has  not  changed  as  to  the  general  level  of 
rates  stifling  business,  but  it  has  changed  somewhat  as  to  the 
revenues  of  the  carriers.  Where  there  was  an  actual  deficit  last 
January  and  February,  there  was  a  net  earning  last  July  of  four 
and  a  half  per  cent  on  the  valuation  of  all  the  roads,  as  fixed 
by  the  Interstte  Commerce  Commission.  That  is  not  enough,  to 
be  sure,  and  it  is  not  what  Congress  contemplated  in  passing 
the  transportation  act  of  1920;  but  it  must  be  remembered  that 
business  was  not  in  its  present  parlous  state  when  that  act  was 
placed  on  the  statute  books,  else  the  percentage  of  earning  pre- 
scribed might  not  have  been  so  liberal.  It  must  be  remembered 
also  that  four  and  a  half  per  cent,  while  not  enough,  is  consid- 
erably more  than  most  business  is  now  earning.  Is  there  not 
here,  then,  an  opportunity  for  constructive  action  on  the  part 
of  the  railroads  that  would  not  only  aid  some  business  that  is 
in  even  worse  condition  than  the  railroads,  and  thus  contribute 
to  the  return  to  normal  conditions,  but  that  would  also  be  a 
master  stroke  in  winning  for  the  carriers  a  place  in  public  es- 
teem which,  rightly  or  wrongly,  they  are  losing? 

The  Interstate  Commerce  Commission  cannot  order  rates 
down,  for  it  is  bound  by  the  transportation  act  to  make'  rates 
that  will  earn  for  the  carriers,  as  a  whole,  not  less  than  five 
and  a  half  per  cent.  I  say  it  cannot,  but  what  I  mean  is  that 
it  cannot  do  it  legally.  Lately  it  has,  as  in  the  western  live 
stock,  shown  a  tendency  to  regulate  business  generally  instead 
of  the  railroads  merely.  It  is  to  be  hoped,  however,  that  this  is 
but  a  temporary  aberration.  The  carriers,  presumably,  do  not 
want  legislation  that  will  require  or  permit  the  Commission  to 
reduce  rates  or  that  will  place  the  rate-making  power  in  the 
hands  of  the  administration  so  that  tariff  schedules  will  be  the 
football  of  politics.  Is  it  not  up  to  them,  then,  to  suggest  some- 
thing, possibly  a  readjustment  by  which  certain  basic  materials 
might  move  at  lower  rates,  basing  their  proposal  on  the  avowed 
desire  to  be  of  benefit  in  the  business  situation  with  the  hope 
that  future  benefit  may  result  to  th.emselves?  The  plan  they 
suggested  might  not  be  the  correct  one  or  it  might  not  be  adopted, 
but  even  if  it  were  not  the  best  or  were  unsuccessful,  it  would 
at  least  show  a  desire  on  the  part  of  the  railroads  to  retire  from 
the  noble  order  of  buck-passers.  There  is  no  one  more  con- 
cerned than  the  carriers  in  the  proper  solution  of  the  transpor- 
tation questions  confronting  us,  and  yet,  if  you  will  stop  to 
analyze,  you  will  realize  that  all  the  solutions  are  proposed  by 
others  and  that  the  railroads  confine  their  efforts  to  objecting 
to  or  agreeing  with  what  others  say.  They  did  have  a  program 
at  the  time  the  transportation  bill  that  became  the  transportation 
act  of  1920  was  under  consideration,  but  they  have  drifted  since 
then.  I  should  like  to  see  them  come  forward  with  a  plan  for 
their  own  redemption,  stop  attributing  their  misfortune  to  the 
faults  of  others  and  fight  the  good  fight. 

To  Abolish  the  Labor  Board 

In  this  connection  let  us  think  for  a  moment  of  the  railroad 
labor  situation  and  of  what  could  be  done  here  to  increase  the 
profits  of  the  carriers  and  perhaps  reduce  the  price  or  transpor- 
tation to  shippers  without  depriving  anyone  of  anything  that 
is  due  or  giving  to  anyone  anything  to  which  he  is  not  entitled. 
The  principal  reason  for  the  high  rates  now  in  effect  is  the  high 
operating  costs  of  the  carriers,  and  the  principal  item  in  operat- 
ing cost  is  the  cost  of  labor.  The  general  average  of  operating 
expense  is  now  about  92  per  cent,  which  means  that  out  of  every 
dollar  taken  in  by  the  railroads,  92  cents  goes  for  operating  ex- 
pense. Before  the  war  it  was  about  65  cents.  The  principal 
items  in  this  account  are  wages,  fuel,  maintenance  of  way,  and 
maintenance  of  equipment.  The  biggest  item  is  wages.  In  1920 
labor  got  more  than  sixty  cents  out  of  every  dollar  taken  in  by 
the  railroads.  Before  the  war  it  got  about  42  cents.  These 


figures  serve  to  show  where  the  railroad  money  goes  and  why 
high  rates  are  necessary.  They  do  not  necessarily  show  that 
wages  should  be  cut,  but  it  is  a  fact  that  railroad  labor  is  get- 
ting a  much  higher  rate  of  pay  than  corresponding  labor  in 
other  employment,  or  than  is  justified  by  the  economic  situation. 
Manifestly,  then,  the  remedy  here  is  to  reduce  the  price  paid  to 
labor. 

The  reason  for  the  maintenance  of  this  high  standard  of 
railroad  wages  is  the  United  States  Railroad  Labor  Board,  created 
by  the  transportation  act  of  1920  to  have  jurisdiction  over  the 
matter.  The  railroads  have  been  unsuccessful  in  inducing  the 
board  to  reduce  wages  appreciably.  One  would  think,  then,  that 
they  would  advocate  abolition  of  the  board,  which  seems  to  many 
others  interested  in  the  problem  of  reducing  railroad  costs,  the 
thing  to  be  desired. 

At  a  recent  meeting  of  the  Traffic  Club  of  Chicago  we  had 
before  us  a  resolution  calling  on  Congress  to  repeal  that  part 
of  the  act  providing  for  the  Labor  Board.  In  the  course  of  the 
debate  it  was  stated  that  at  a  recent  conference  between  railroad 
executives  and  the  Illinois  Manufacturers'  Association,  a  rail- 
road president  had  said  that  90  per  cent  of  the  railroad  execu- 
tives of  the  country  were  in  favor  of  retaining  the  Labor  Board. 
I  do  not  vouch  for  the  accuracy  of  the  story  that  such  a  state- 
ment was  made  nor  for  the  figures  given  by  the  railroad  presi- 
dent if  he  did  make  it,  but  I  do  know  that  a  large  percentage  of 
railroad  executives  are  opposed  to  legislation  abolishing  the 
board.  They  regard  it  as  a  stabilizer — a  protection  against 
strikes  or  other  labor  trouble.  Aside  from  the  question  as  to 
just  how  much  of  a  stabilizer  the  board  will  prove  to  be,  in 
view  of  the  fact  that  the  men  are  now  considering  whether  they 
shall  go  out  rather  than  accept  the  small  cut  that  was  awarded 
(my  own  opinion  being  that  the  general  labor  and  business  situa- 
tion and  not  the  Labor  Board  will  be  the  stabilizer  in  this  in- 
stance) and  aside  from  the  fact  that  some  other  means  might 
be  found  of  avoiding  or  settling  labor  troubles  than  by  having 
a  board  whose  jurisdiction  over  wages  is  absolute,  what  shall  be 
said  of  an  industry  that  avoids  the  responsibility  and  the  burden 
of  adjusting  its  own  economic  troubles,  when  the  assumption 
and  proper  discharge  of  that  responsibility  would  do  so  much 
toward  the  return  of  normal  and  reasonable  business  conditions, 
and  hides  behind  a  government  board?  Would  not  the  big,  en- 
terprising, thrifty,  broad-minded  business  man  desire  to  have 
his  business  in  his  own  hands  that  he  might  work  out  reasonable 
policies  and  keep  step  with  others  in  the  industrial  world,  rather 
than  be  bound  and  restricted  by  law  and  regulation,  however 
safe  it  might  make  him,  if  that  safety  is  purchased  at  the  ex- 
pense of  business  effectiveness  and  economic  soundness? 
Rate-Making  Section 

Another  evidence  of  railroad  inclination  to  avoid  the  burdens 
of  responsibility  is  the  attitude  of  executives  toward  section  15  A 
of  the  transportation  act.  That,  as  you  know,  is  the  section  re- 
quiring the  Interstate  Commerce  Commission  to  make  rates  so 
that  the  carriers  as  a  whole  or  by  groups  shall  earn  not  less  than 
five  and  a  half  per  cent  on  their  valuation  as  fixed  by  the  Com- 
mission. It  is  generally  and  loosely  called  the  guaranty  section. 
Of  course,  strictly  speaking,  there  is  no  guaranty  to  the  rail- 
roads, and  yet,  in  a  sense,  it  is  a  guaranty  to  require  by  law  that 
rates  shall  be  so  made  as  to  produce  a  certain  revenue.  There 
is  no  guaranty  to  individual  roads,  but  there  is  an  assurance 
that,  so  far  as  the  Commission  is  able  to  accomplish  that  end, 
there  will  be  a  definite  amount  of  revenue  in  a  given  territory 
for  which  the  railroads  may  fight.  It  is  that  guaranty  that  the 
railroads  do  not  wish  taken  away.  Perhaps  just  at  this  particular 
time,  or  at  the  particular  time  from  which  we  may  be  emerging, 
they  are  justified  in  their  position.  And  yet  it  is  this  guaranty 
provision  that  has  done  more  than  anything  else  to  stir  the  ire 
of  shippers.  All  over  the  country  they  have  demanded  its  repeal 
as  the  cause  of  the  high  rates.  Of  course,  it  .is  not  the  cause 
of  the  high  rates,  for  the  carriers  even  yet  have  not  been  able 
to  earn  the  revenue  contemplated  by  it  and,  until  comparatively 
recently,  they  were  just  able  to  keep  their  heads  above  water. 
But  as  their  earnings  approach  the  six  per  cent  aimed  at  by  the 
Commission,  it  may  truly  be  said  that  the  high  rates  are  caused 
by  the  law  and  the  objectors  will  object  louder  than  ever. 

Why  not  give  up  that  section  of  the  law?  It  is  a  bad  one 
anyway,  for  the  reason  that,  though  it  aims  to  provide  five  and 
a  half  or  six  per  cent  for  the  carriers  as  a  whole,  it  deprives 
the  individual  carrier  of  half  of  what  it  may  earn  in  excess  of 
that  percentage,  thus  decreasing  by  that  much  the  fruits  to  the 
carriers  from  the  rates  fixed  by  the  Commission.  Would  it  not 
be  much  better  merely  to  instruct  the  Commission  to  make  rates 
that  shall  be  adequate,  leaving  to  the  carriers  to  demonstrate  to 
the  Commission  and  to  the  good  sense  of  the  public  generally 
what  is  adequate?  And  is  this  not  especially  true  in  view  of 
the  fact  that  the  five  and  a  half  or  six  per  cent  revenue  has  not 
been  achieved  anyhow?  It  is  always  good  business  to  make  a 
concession  when  that  concession  costs  nothing.  It  would  seem 
that  the  carriers  could  forego  Section  15  A,  with  no  harm  to 
themselves  and  great  credit  from  their  customers  and  the  public. 

Dangers  Ahead 

There  are  dangers  ahead  which  the  carriers  are  not  doing 
all  they  might  to  avoid.  One  is  the  danger  of  political  control 
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Hun  eiilier  ii\   law  or  by  usurpation  of  the  functions  of  a  weak- 

i IK  Interstate  Commerce  Commission,  rates  shall  be  made  as 
;i  pan\  imiicy  for  what  the  party  in  power  may  fancy  to  be  the 

ni  of  business,  rather  than  as  a  part  of  a  continued,  settled 
transportation  policy  built  on  the  demonstrated  n«ed  of  com- 
meive  and  the  transportation  agencies  considered  jointly  and  as 
having  a  common  Interest. 

Another  danger  Is  that  of  government  seizure  of  the  rail- 
roads, by  absolute  ownership  or  by  federal  operation.  If  the 
railroads  rail  to  function  properly  under  the  law  now  In  effect,  It 
is  quite  within  the  range  of  probability  that  the  next  experiment 
will  be  for  the  government  to  take  them  over.  We  none  of  us 
want  that.  We  none  of  us  want  the  stomach  ache,  and  yet  we 
persist  in  doing  the  things  that  cause  stomach  ache.  It  is  moro 
than  lime  to  liang  out  the  "Stop,  Look,  Listen"  sign.  The  car- 
riers, to  a  large  extent,  have  their  fate  and  the  fate  of  those 
ill  pendent  on  transportation  in  their  own  hands.  If  they  handle 
i lie  present  situation  wisely  they  earn,  though  they  may  not 
i.  reive,  the  thanks  of  the  entire  commercial  world.  For,  really. 
It  is  those  who  depend  on  transportation  who  would  suffer  most 
by  government  ownership.  Such  a  policy  would,  of  course,  mean 
the  loss  of  some  good  railroad  jobs  for  those  who  are  able  to  fill 
them  and  do  fill  them  now,  with  a  corresponding  gain  in  good 
jobs  for  an  equal  or  greater  number  of  men  who  are  not  able  to 
fill  them  and  do  not  fill  them  now;  but  the  owners  of  the  trans- 
portation lines  would  receive  full  compensation.  The  loser  would 
be  the  man  who  wanted  a  car,  or  a  rate  change,  or  anything 

•    of  a   transportation   nature  and   had   no   "pull"   in  politics. 

Definite    Policy    Suggested 

There  should  be  at  this  time  a  meeting  of  transportation 
/  minds  in  the  forming  of  a  wise  and  definite  policy.  That  policy 
1  should  aim  immediately  at  the  reduction  of  operating  costs 
I  through  the  abolition  of  the  Labor  Board  and  by  all  other 
)possible  methods;  a  readjustment  of  rates  so  as  to  give  the  ship- 
Iping  public  the  benefit  of  any  possible  saving  that  may  be 
\achieved  by  this  means;  the  establishment  of  some  degree  of 
(certainty  as  to  the  rate  level  for  some  time  to  come;  and  the 
(cultivation  of  business  methods  in  the  dealings  of  railroads  with 
shippers  and  with  each  other,  through  the  operation  especially 
(of  individual  initiative  and  enterprise. 

The  end  to  be  aimed  at  ultimately  is  relief  I'roin  over-regula.- 
lion  and  a  situation  where  {he,  roads,  while  they  may  be  pre- 
veiited  from  excesses  and  unfair  practices,  and  their  patrons  may" 
be  protected  from  discrimination  and  profiteering,  shall,  with  I  if 
reasonable  limits,  stand  on  their  own  fee_t,  But  Jx)  .accomplish 


"""I'     "  '  "mm.  ndntlons.    In    connection    with    which    final    conclusion* 
have  not  been  reached  at  the  end  of  the  flmt  day  of  the  meeting  will 
bj  placed  upon  the  supplementary  docket  of  the  general  traffic  com- 
mittee for  consideration. 


the  hypochondriac.^TTere  is  little  the  matter  with  the  railroads 
that  cannot  be  cured.  Not  all,  by  any  means,  but  a  large  part 
of  their  troubles  is  mental.  If  they  will  help  themselves  they 
may  be  surprised  to  see  how  quickly  their  other  diseases  are 
healed.  Out  of  such  organizations  as  this  American  Association  of 
Freight  Traffic  Officers  can  come  much  good,  for,  though  you  are 
organized  largely  for  fraternal  purposes,  there  is  inspiration  in. 
your  association.  One  may  be  blue  and  dispirited  by  himself- 
but  it  is  difficult  to  be  so  in  a  crowd.  The  public  must  be  con- 
verted from  the  theory  that  the  railroads  may  thrive  and  operate 
efficiently  under  too  strict  regulation  and  too  rigid  limitation  of 
their  income,  and  be  willing  to  see  the  railroads  prosper;  but 
the  railroads,  on  the  other  hand,  must  show  that  they  are  en- 
titled to  prosperity,  to  the  end  that,  if  there  is  no  prosperity, 
they  may  at  least  say  with  truth  that  it  is  not  their  fault. 

RATE  COMMITTEE  TO  SPEED  UP 

Consideration  has  been  given  lately  to  the  matter  of  speed- 
ing up  the  work  of  the  Southwestern  Freight  Bureau.  Previously 
there  had  not  been  devised  a  working  plan  for  handling  matters 
which  properly  come  under  the  emergency  class,  nor  was  there 
any  plan  for  handling  such  propositions  when  of  extreme  emerg- 
ency, for  wire  expression.  A  new  plan  has  been  inaugurated 
whereby  propositions  will  receive  emergency  treatment  when  so 
requested  over  the  personal  signature  of  the  chief  traffic  officers, 
with  a  five  day  limit  if  handled  by  wire,  and  a  ten  day  limit  if 
handled  by  mail.  The  following  changes,  all  in  the  interest  of 
expedition,  were  also  decided  on: 

1st — That  a  special  meeting  of  the  general  traffic  committee  be 
called  for  the  second  Tuesday  in  October  for  the  purpose  of  cleaning 
up  old  dockets. 

2nd — That  the  by-laws  and  working  rules  be  changed  to  provide 
that,  as  covering  subjects  received  on  and  after  September  6  the 
recommendation  of  the  standing  rate  committee  covering  other  than 
emergency  matters  will  be  promulgated  within  thirty  days  after 
receipt  of  such  proposition  in  the  chairman's  office.  The  present  plan 
i  to  weekly  docket  bulletins  to  be  changed  to  provide  for  semi- 

ly  docket  bulletins. 

3rd — Beginning    with    November,    and    continuing    for    six    months 

tne  regular  meetings  of  the  general  traffic  committee  shall  be  monthly. 

•ith  the  understanding  that  the  executive  committee  delegates  to  the 

traffic  committee  authority  to  determine,  just  before  the  ex-' 

•iration  of  the  six  months'  period,  the  question  of  whether  meetings 

after    shall    be    monthly    or    bi-monthly.      This    question    to    !,<• 

determined  by  a  majority  vote. 

4th— All  propositions  upon  which  the  standing  rate  committee  has 


TRANSCONTINENTAL  RATE  REDUCTION 

Tlit    Traffic   World    Washington  Bureau 

Arrangements  have  about  been  completed  by  the  Commis- 
sion for  conducting  an  exhaustive  hearing,  at  a  large  number 
of  places,  on  Transcontinental  Freight  Bureau's  fourth  section 
application  No.  19,  on  westbound  freight  (Traffic  World,  Sept. 
3,  p.  461).  The  hearing  will  be  prolonged  because  the  appli- 
cation raises  the  one  question  about  which  the  Intel-mountain 
country  will  fight,  no  matter  when  it  IB  raised  or  by  whom. 
The  fight  on  this  application  is  expected  to  be  spirited,  if 
not  bitter,  because,  generally  speaking,  there  are  now  no  de- 
partures from  the  long-and-short-haul  part  of  the  fourth  section 
on  eastbound  traffic.  The  transcontinental  carriers,  on  August 
22,  were  authorized,  on  short  notice,  to  publish  reduced  rates 
on  canned  goods  and  a  long  list  of  similar  commodities  to  east- 
ern defined  territories,  on  condition,  however,  that  they  observe 
the  long-and-short-haul  part  of  the  fourth  section  as  to  points 
of  origin.  A  short  time  thereafter  they  published  the  rates  on 
that  schedule  of  commodities  to  the  Southeast  and  thereby  sat- 
isfied dealers  in  the  Southeast  who  protested  against  having 
their  territory  invaded  with  such  goods,  originating  in  trans- 
continental territory,  from  points  on  the  border  of  the  Southeast 
to  which  the  reduced  rates  established  on  August  22  applied. 
Application  No.  19,  in  effect,  is  a  move  to  re-establish  the 
conditions  on  westbound  freight  that  brought  about  the  more 
or  less  celebrated  Spokane  case  and  its  numerous  appendices. 
It  asks  for  authority  to  establish  rates  from  eastern  points  of 
origin  to  Pacific  coast  ports,  to  meet  the  competition  via  the 
Panama  Canal,  without  reducing  rates  at  intermediate  points, 
except  as  those  rates  may  be  cut  by  full  combination  on  the 
ports. 

If  granted,  it  would  bring  back  into  operation  the  "back- 
haul"  principle  of  making  rates,  which  is  obnoxious  to  Spokane 
and  other  intermediate  points.  The  intermediate  points  have 
fought  that  way  of  making  rates,  while  the  carriers  have  con- 
tended for  it  on  the  ground  that  that  is  the  way  rates  to  inter- 
mediate points  were  made  in  the  beginning.  That  is  to  say, 
before  the  transcontinental  carriers  were  established,  goods  were 
brought  from  the  eastern  to  the  western  ports  by  ship  and  then 
carried  into  the  interior  on  muleback,  overland  freight  wagons 
or  by  the  railroads  that  were  built  from  the  western  ports  to 
the  interior.  The  carriers  'have  contended  that  to  require  them 
to  keep  their  rates  at  the  interior  points  down  to  the  level  of 
the  terminal  rates  would  be  to  penalize  them  for  having  formed 
through  routes  by  means  of  which  freight  could  be  brought  to 
the  interior  points,  either  all-rail  or  from  the  western  ports. 

When  boats  disappeared  from  the  Panama  Canal  route  the 
Commission,  on  complaint  of  the  intermediate  points,  withdrew 
fourth  section  permission  and  required  the  alignment  of  rates  in 
accordance  with  the  letter  of  the  long-and-short-haul  section,  di- 
vested of  the  proviso.  After  that  was  done  the  Intermediate 
Rate  Association  asked  that  rates  be  graded  from  the  interme- 
diate points  to  the  western  ports.  The  Commission,  because 
service  had  been  resumed  through  the  canal,  dismissed  the  com- 
plaint, thereby  denying'  to  the  intermediate  territory  the  thing 
that  would  have  caused  great  rejoicing  in  that  part  of  the  coun- 
try— namely,  rates  lower  than  to  the  more  distant  ports. 

The  Commission,  in  one  of  the  California  interior  terminal 
cases,  modified  the  back-haul  practice  by  authorizing  the  carriers 
to  establish  rates  to  the  more  distant  points  provided  they  would 
make  rates  at  the  intermediate  points  by  adding  to  the  terminal 
rates  factors  not  higher  than  three-fourths  of  the  local  rates 
from  the  ports  to  the  interior  points.  The  application,  hearings 
on  which  are  to  be  begun  soon,  probably  beginning  with  a  hear- 
ing at  Chicago,  proposes  that  the  rates  to  the  intermediate  points 
shall  be  made  by  adding  to  the  terminal  rates  the  locals  from 
the  nearest  terminal.  The  nearest  terminal  is  defined  in  the 
application  as  meaning  the  terminal  having  the  lowest  rate  to 
the  intermediate  destination,  regardless  of  the  actual  distance,  in 
miles. 

The  fact  that  the  transcontinental  carriers,  on  their  east- 
bound  stuff,  have  observed  the  terms  of  the  long-and-short-haul 
part  of  the  fourth  section,  it  is  believed,  will  be  used  in  argu- 
ment, by  the  protestants  from  the  intermediate  points  as  much 
as  any  other  fact,  to  convince  the  Commission  that  it  should 
not  permit  departures.  They  protested  vigorously  against  fourth 
section  permission  on  eastbound  freight  and  they  won  their  fight, 
perhaps  because  the  transcontinental  carriers  were  in  a  hurry 
to  establish  rates  that  would  enable  them  to  meet  the  competi- 
tion through  the  canal.  The  carriers  had  to  make  that  conces- 
sion if  they  desired  to  establish  the  rates  on  less  than  statutory 
notice,  although  from  the  time  they  started  until  the  rates  were 
made  operative,  more  than  thirty  days  elapsed.  If  they  had  not 
consented,  however,  the  Commission  would  have  set  down  the 
fourth  section  applications  for  hearing  and  the  matter  probably 
would  still  be  pending. 
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OCEAN  GRAIN  RATE  CONFERENCE 

The    Traffic    World    Washington   Bureau 

In  conference  with  Vice-President  Love  of  the  Shipping 
Board,  September  16,  representatives  of  millers  agreed  on  a  plan 
designed  to  bring  about  greater  elasticity  in  ocean  rates  on 
grain,  from  north  Atlantic  ports  to  the  United  Kingdom  and 
European  ports,  to  enable  north  Atlantic  lines  to  compete  with 
tramp  steamers,  which  have  been  taking  business  from  the 
regular  lines  by  cutting  rates.  Announcement  of  the  plan,  how- 
ever, was  not  to  be  made  until  after  Love  held  a  conference  in 
New  York,  September  20,  with  representatives  of  north  Atlantic 
lines.  The  conference  was  held  because  the  regular  lines  pro- 
tested that  the  present  rate  arrangement  was  unfair  to  them. 

No  definite  action  was  taken  in  New  York  September  20  at 
the  conference  between  Vice-President,  Love  of  the  Shipping 
Board  and  representatives  of  the  Joint  Continental  Conference 
and  the  North  Atlantic  U.  K.  Conference  on  the  subject  of  ocean 
grain  rates  and  the  application  of  the  flour  differential  of  5  cents 
in  connection  with  the  grain  rates.  Further  consideration  was 
to  be  given  the  matter. 

The  establishment  of  the  differential  of  5  cents  on  flour  over 
wheat  was  brought  about  some  time  ago  as  the  result  of  negotia- 
tions conducted  with  the  board  by  representatives  of  the  millers. 
At  the  time  that  differential  was  established  the  board  agreed 
to  consult  with  the  millers  in  the  event  a  change  were  made  in 
the  grain  rates.  When  protest  was  made  to  the  board  by  the 
North  Atlantic  lines  against  the  existing  ocean  rates  on  grain, 
they  were  informed  that  the  board  would  have  to  take  the  matter 
up  with  the  millers  and  the  conference  with  Vice-President  Love 
in  Washington  on  September  16  followed. 

Improvement  in  methods  of  handling  shipments  of  grain 
products  for  export  was  discussed  at  a  conference  September  22 
between  Mr.  Love  and  W.  E.  Humphrey,  G.  Abbott,  and  H.  D. 
Voder,  representing  southwestern  millers.  Love  said  the  millers 
desired  the  co-operation  of  the  board  in  "hitching  up"  inland 
and  ocean  transportation  facilities  to  better  advantage  than  has 
existed  in  the  past,  and  that  the  board  would  do  its  part.  The 
rate  situation  was  not  discussed,  he  said. 

Officials  of  the  Shipping  Board  traffic  department  said,  Sep- 
tember 23,  that  negotiations  relative  to  readjustment  of  ocean 
grain  rates  to  the  United  Kingdom  and  European  ports  were 
still  in  progress  and  indicated  that  a  final  conclusion  might  not 
be  reached  for  several  days. 


COTTON  RENTAL  TARIFFS  SUSPENDED 

The    Traffic    World    Washington   Bureau 

In  I.  and  S.  No.  1403,  the  Commission  on  September  21  sus- 
pended, until  January  23,  Emerson  supplements,  No.  7  to  his 
I.  C.  C.  No.  61,  effective  September  25;  suplement  No.  8  to  his 
I.  C.  C.  No.  61,  effective  October  15,  and  his  I.  C.  C.  No.  62,  op- 
erative October  25  They  propose  to  increase  the  railroad  space 
rental  charge  on  compressed  and  uncompressed  cotton  and  cot- 
ton linters  at  Louisiana  ports,  as  indicated  in  the  table  below: 

VNCOMPRESSED — RATES  IN  CENTS  PEU  BALE. 

Present.  Proposed. 

4  days  and  under * a  7 

8  days  and  over    4 10  13  V6 

13  days  and  over     8 20  27 

13  days  a,nd  over  13 • 25  34 

28  days  and  over  18 30  40>/4 

After  28  days,  additional  per  day,  per  bale 1  I1,!. 

COMPRESSED— RATES  IN  CENTS  PER  BALE. 

Present.          Proposed. 

2  days  and  under 5  7 

li  days  and  over    2 10  13% 

11  days  and  over     6 20  27 

15  days  and  over  11 25  34 

26  days  and  over  16 30  40V> 

After  26  days,  additional  per  day,  per  bale 1  1% 

RAILROAD  FUNDING  BILL 

The   Traffic   World    Washington   Bureau 

With  the  decision  of  Senate  leaders  to  press  the  tax  revi- 
sion bill  for  early  passage,  it  was  believed  this  week  that  con- 
sideration by  the  Senate  of  the  Townsend-Winslow  railroad  bill, 
which  authorizes  the  War  Finance  corporation  to  buy  railroad 
securities  from  the  Railroad  Administration,  would  be  tempo- 
rarily delayed.  Stubborn  opposition  to  the  railroad  bill  is  ex- 
pected from  a  few  senators,  including  Senators  La  Follette  and 
Stanley,  but  once  the  Senate  leaders  decide  to  bring  the  measure 
forward,  it  is  regarded  as  certain  that  it  will  pass.  The  sales 
by  the  Railroad  Administration  of  equipment  trust  certificates 
will  be  used,  it  is  believed,  as  an  argument  in  favor  of  passage 
of  the  funding  bill  and  as  an  answer  to  the  charge  of  the  op- 
ponents of  the  proposed  legislation  that  if  the  bill  passes,  the 
government  will  have  to  take  the  securities  and  hold  them  for 
a  long  period  before  getting  them  into  the  hands  of  the  investing 
public.  Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  in  negotiating  the  sales  of  certificates,  has  made 
good  his  prediction  before  the  Senate  and  House  interstate  com- 
merce committees  at  the  hearings  on  the  railroad  bill  that  the 


market  would  soon  be  such  as  to  absorb  some  of  the  railroad 
securities  held  by  the  Railroad  Administration. 

An  additional  sale  of  equipment  trust  certificates  for  the  pur- 
pose of  increasing  his  funds  with  which  to  make  final  settlements 
with  the  railroads  was  announced  September  19  by  the  Director- 
General.  Certificates  aggregating  $13,778,000,  par  value,  were 
sold  at  par  to  White,  Weld  &  Co.,  Brown  Brothers  &  Co.  and 
Lee  Higginson  &  Co.,  and  a  second  lot  of  $6,426,000,  par  value, 
was  sold  to  the  Prudential  Insurance  Company  of  America. 
These  sales,  with  those  previously  made,  bring  the  total  to  $27,- 
704,600.  The  sales  were  made  through  Eugene  Meyer,  Jr.,  man- 
aging director  of  the  War  Finance  Corporation. 

The  securities  sold  were  as  follows: 

To  White,  Weld  &  Co.,  Brown  Bros.  &  Co.,  and  Lee,  Higginson  & 
Co.,  the  following: 

Atlantic  Coast  Line  R.  R.  Co.,  certificates  maturing  from  1930  to 
1935.  both  inclusive,  $2,551,800. 

Atchison,  Topeka  &  Santa  Fe  Ry.  Co.,  certincates  maturing  from 
1930  to  1935,  both  inclusive,  $1,346,400. 

Central  R.  R.  Co.  of  New  Jersey,  certificates  maturing  from  1930 
to  1935,  both  inclusive,  $783,000. 

Chicago,  Burlington  &  Quincy  R.  R.  Co.,  certificates  maturing  from 
1930  to  1935.  both  inclusive.  $831,000. 

Gceat  Northern  Ry.  Co.,  certificates  maturing  from  1928  to  1935, 
both  inclusive,  $1,145,200. 

Louisville  &  Nashville  R.  R.  Co.,  certificates  maturing  from  1!«0 
to  1935,  both  inclusive,  $4,223,400. 

Norfolk  &  Western  Ry.  Co.,  certificates  maturing  from  l:i:>  to 
1935.  both  inclusive,  $1,158,000. 

Pittsburgh  &  Lake  Erie  R.-  R.  Co.,  certificates  maturing  from 
1030  to  1935,  both  inclusive,  $232.800. 

Pittsburgh.  McKeesport  &  Voughiogheny,  certificates  maturing 
from  1928  to  1935,  both  inclusive,  $1,506,400. 

To  the  Prudential  Insurance  Co.  of  Amerir.i : 

Atchison,  Topeka  &  Santa  !•'<>  Ky.  Co.,  certificates  maturing  in  IMS 
and  1929,  $980,800. 

Central  R.  R.  Co.  of  New  Jersey,  certificates  maturing  192X  and 
1929,  $791,000. 

Chicago,  Burlington  &  Quincy  R.  R.  Co.,  certincates  maturing  192S 
and  1929,  $808,000. 

Great  Northern  Ry.  Co.,  certincates  maturing  from  1928  to  1935. 
both  inclusive,  $1,145.200. 

Louisville  &  Nashville  R.  II.  Co..  certificates  maturing  1928  to  1929, 
$1,407,800. 

Norfolk  &  Western  Ry.  Co.,  certificates  maturing  1928  and  1929, 
$918.000. 

Southern  Pacific  Co..   certificates  maturing  1928  and  1929,   $375,200. 

Additional  sales  of  railroad  equipment  trust  certificates  in 
an  aggregate  amount  of  $5,479,500  were  announced  by  the  Direc- 
tor-General September  20,  bringing  the  total  sales  as  of  that 
date  to  $33,184,000.  The  announcement  of  the  sales  was  made 
through  the  War  Finance  Corporation  which  stated  that  the 
sales  were  made  through  Director  Meyer  of  the  Corporation. 
The  issues  sold  are  of  the  first  six  maturities — that  is  January 
15,  1922  to  January  15,  1927,  inclusive,  of  the  following  com- 
panies and  in  the  following  amounts:  Atchison,  Topeka  &  Santa 
Fe  Railway,  $1,471,200;  Norfolk  &  Western  Railway  Co.,  $1,377,- 
000;  Chicago,  Burlington  &  Quincy  Ry.  Co.,  $1,212,000;  Central 
Railroad  Company  of  New  Jersey,  $1,186,500;  Pittsburgh  &  Lake 
Erie  Railroad  Co.,  $232,800. 

Additional  sales  of  $30,298,500  of  equipment  trust  certificates, 
bringing  the  total  sales  to  date  to  $63,482,600,  were  announced 
September  22,  today,  by  the  Director-General.  The  purchasers 
were  White,  Weld  &  Co.,  Blair  &  Co.,  Hornblower  &  Weeks,  L.  F. 
Rothschild  &  Co.,  Freeman  &  Co.,  and  Salomon  Brothers  &  Hutzler. 

In  an  attack  on  the  Harding  administration  in  the  Senate, 
September  21,  Senator  Harrison,  of  Mississippi,  referring  to  the 
railroad  funding  bill,  said  the  President  had  said  the  Senate 
would  pass  the  railroad  funding  bill. 

"That  is  a  new  term — 'funding', "  the  senator  continued.  "It 
is  camouflage,  merely  to  camouflage  the  government  loaning  to 
the  railroads  $500,000,000,  and  the  people  will  realize  it  before  it 
is  over,  and  you  will  have  a  harder  time  passing  that  bill,  as 
well  as  your  proposed  hill  funding  the  international  debt,  than 
evidently  your  President  thinks  you  are  going  to  have." 


REDUCTIONS  IN  HARDWOOD  RATES 

The    Traffic    World    Washington   Bureau 

Hearing  on  No.  12995,  Southern  Hardwood  Lumber  Associa- 
tion vs.  Illinois  Central,  which  had  been  definitely  fixed  for  Wash- 
ington on  September  29,  was  postponed  to  October  4,  at  the  re- 
quest of  complainants,  in  order  to  give  the  hardwood  shippers 
opportunity  to  hold  conference  with  eastern  lines,  September  2 
with  a  view  to  having  them  agree  to  a  reduction  in  hardwood 
rates  without  putting  the  whole  burden  on  the  southern  lines. 
The  effort  to  have  the  hearings  take  place  at  Chicago  came  to 
naught.  Commissioner  Cox  will  have  his  first  experience  with 
a  freight  rate  case  in  this  case.  Chief  Examiner  Quirk  is  to 
sit  with  him. 

One  of  the  stumbling  blocks  in  this  case  has  been  the  un- 
certainty as  to  whether  the  northern  lines,  in  the  event  the 
southern  agreed  to  a  reduction  to  help  the  industry  revive,  would 
stand  any  of  the  loss  in  revenue  that  might  result.  The  hard- 
wood people  felt  sure  that  no  loss  in  revenue  would  result,  but 
that,  on  the  contrary,  there  would  be  an  increase,  but  of  course 
they  could  not  give  assurances  to  that  effect. 


Si'pt. •inlicr  LM,    I'.IUI 
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REDUCTIONS  IN  SALT  RATES 

Kilnor  The  Traffic  World: 

In  your  edition  of  September  17,  page  551,  reference  is  made 
to  I.  &  S.  docket  No.  1398  suspending  certain  rates  on  salt  from 
Louisiana  producing  points  to  St.  Louis,  Chicago,  and  inter- 
mediate points  on  the  Illinois  Central  and  Yazoo  &  Mississippi 
Valley  railroads. 

A  table  is  published  showing  the  present  and  proposed  rates 
which,  at  first  glance,  would  reflect  considerable  reduction.  The 
present  minimum  weight  on  salt  to  the  points  enumerated  by  you 
is  30,000  pounds.  The  proposed  rate  to  the  same  points  will  be 
subject  to  a  minimum  weight  of  80,000  pounds  except  that  when 
weight  carrying  capacity  of  car  is  less,  such  weight-carrying 
capacity  will  be  the  minimum  weight. 

From  this  you  will  see  that  the  apparent  reduction  does  not 
heavily  involve  the  carriers. 

Myles  Salt  Company,  Ltd., 
V.  Schaffenburg,  Traffic  Manager. 

New  Orleans,  La.,  September  20,  1921. 


SAND,  GRAVEL  AND  STONE  TRAFFIC 

Editor  The  Traffic  World: 

In  The  Traffic  World  of  August  20  (page  356)  appears  an 
article  quoting  from  "Railroad  Information,"  a  pamphlet  issued 
periodically  by  the  Association  of  Railway  Executives,  presum- 
ably for  the  purpose  of  enlightening  the  public.  Such  publicity 
would  be  desirable  and  wholly  commendable  if  the  whole  truth 
were  reported  and  if  the  conclusions  drawn  were  not  frequently 
maliciously'  misleading.  Under  such  circumstances  the  state- 
ments given  out  become  obnoxious  propaganda  and  cause  the 
public  to  lose  any  new  faith  it  may  have  gained  as  to  the  pur- 
poses of  the  carriers  to  give  fair  play. 

In  the  particular  report  referred  to  the  statement  is  made 
that  shipments  of  sand  and  gravel  and  crushed  stone  for  the 
seven  weeks  ending  July  16,  1921,  showed  an  increase  of  50,280 
cars,  or  33%  per  cent  over  the  same  period  last  year.  Well  and 
good.  It  is  hoped  that  the  figures  are  correct.  But  no  men- 
tion is  made  of  the  fact  that  during  the  period  of  1920,  which 
was  used  as  a  basis  of  comparison,  the  movement  of  sand  and 
gravel  and  crushed  stone  was  curtailed  from  50  to  60  per  cent 
because  of  preference  in  open-top  car  supply  in  favor  of  the 
coal  mines.  Taking  into  consideration  the  vast  amount  of  con- 
struction work  of  all  classes  which  has  accumulated  during  the 
last  five  years,  is  it  not  surprising  that  the  railway  executives 
appear  satisfied  and  even  jubilant  over  a  33%  per  cent  increase 
in  comparison  with  a  period  of  building  curtailment  brought 
about  by  their  indefensible  policy  of  giving  priority  to  the  move- 
ment of  coal. 

The  unfair  comparison  was  made  evidently  so  that  the 
following  statement  would  appear  to  be  a  logical  conclusion: 

The  traffic  executives  feel  that  these  figures  indicate  that  the 
movement  of  these  two  classes  of  commodities  has  not  been  retarded 
and  does  not  require  stimulation. 

No  mention  is  made  of  the  fact,  however,  that  a  large  part 
of  the  money  appropriated  and  available  for  highway  construc- 
tion is  being  withheld  pending  a  reduction  in  freight  rates  to  a 
reasonable  level,  and  that  thousands  of  tons  of  sand  and  gravel 
and  crushed  stone  are  being  hauled  by  water  and  trucks  to  avoid 
the  exorbitant  freight,  rates,  while  untold  numbers  of  cars  and 
locomotives  of  the  railroads  are  lying  idle.  Will  the  public  con- 
sider this  good  business  acumen  on  the  part  of  the  railway  ex- 
ecutives— tonnage  at  hand,  surplus  equipment  standing  on  side- 
tracks, and  a  decrease  in  the  movement  of  at  least  33%  per  cent 
beluw  what  it  should  be,  as  may  be  deduced  from  their  own 
figures? 

The  article  goes  on  to  say  that  the  movement  of  roadbuild- 
ing  materials  is  "characteristically  a  short-haul  business"  which 
"precludes  its  consideration  from  a  national  point  of  view." 
While  it  is  true  that  sand  and  gravel  and  crushed  stone  are 
wiiloly  distributed,  yet  the  carriers,  by  applying  excessive  rates, 
have  greatly  restricted  the  potential  market  area.  Moreover, 
since  the  states  have  practically  been  denied  the  right  to  adjust 
rates  on  the  theory  that  intrastate  rates  shall  not  discriminate, 
as  against  interstate  rates,  why  is  it  that  the  matter  is  not  a 
national  issue?  In  addition,  the  carriers  act  as  a  unit  to  oppose 
proper  rate  adjustments;  why  should  not  the  sand  and  gravel 
and  crushed  stone  shippers  unite  to  protect  their  industries 
against  the  peril  of  excessive  freight  rates? 


The  producers  of  sand  and  gravel  and  crushed  stone  do  not 
desire  the  railroads  to  haul  their  materials  at  rates  which  are 
not  compensatory,  taking  into  consideration  the  favorable  trans- 
portation characteristics  of  the  traffic.  However,  the  fight  will 
be  continued  until  every  producer  of  these  commodities  Is  ac- 
corded just  and  reasonable  rates,  irrespective  of  what  the  car- 
riers may  think  with  regard  to  the  matter  being  of  national 
import. 

E.  Guy  Sutton,  Executive  Secretary, 
National  Assn.  of  Sand  and  Gravel  Producers. 

Washington,  D.  C.,  Sept.  12,  1921. 


HENRY  FORD  AND  HIGH  RATES 

Editor  The  Traffic  World: 

Although  there  has  been  considerable  discussion  all  over 
the  country  relative  to  Henry  Ford  and  his  management  of  the 
D.  T.  &  I.  Railroad,  the  fact  remains  that  the  majority  of  the 
public,  who  are  practically  ignorant  regarding  transportation 
matters,  are  being  sadly  disillusioned  by  press  reports  concern- 
ing Ford's  reduction  of  rates  on  his  road.  It  is  sad  when  the 
New  York  Commercial,  a  business  journal  of  supposed  intelli- 
gence and  standing,  prints  the  article  referred  to  by  The  Traffic 
World  September  10.  Anyone  with  sound  business  sense  and 
ability  could  accomplish  the  same  results  as  Ford  if  he  con- 
trolled the  same  large  amount  of  traffic.  Of  course,  we  realize 
that  his  enterprise  is  perfectly  legitimate  and  is  a  further  credit 
to  his  business  ability.  However,  he  should  not  allow  the  public 
to  believe  that  he  has  revolutionized  the  railroad  industry  to 
such  an  extent  that  he  can  reduce  his  rates  for  that  reason. 
All  that  he  has  done  is  to  divert  traffic  that  would  ordinarily 
be  routed  over  other  lines  to  his  own  and  otherwise  make  use 
of  his  wide  influence  as  a  shipper  and  receiver  of  freight.  An 
example  of  his  wide  influence  is  a  form  giving  shipping  instruc- 
tions, forwarded  by  a  large  concern  having  a  plant  located  on 
the  outskirts  of  Detroit  to  concerns  from  which  it  purchases 
material  for  delivery  to  this  plant.  Four  different  routes  are 
specified  on  this  form  by  which  shipments  may  be  routed,  but 
all  of  them  specify  D.  T.  &  I.  delivery.  This  evidence  should 
convince  any  of  the  doubtful  ones  just  how  he  can  afford  to 
offer  to  reduce  his  rates. 

When  Ford  took  possession  of  the  D.  T.  &  I.  he  disrupted 
the  labor  unions  by  establishing  the  |6  minimum  wage  and  an 
eight-hour  day,  but  he  insists  on  a  full  day's  work  and  thereby 
has  greatly  reduced  his  force  of  employes.  It  is  stated  that  he 
allows  no  lost  motion  and  idleness  and  requires  an  employe,  if 
he  finishes  his  particular  job  in  less  than  eight  hours,  to  work 
at  something  else  until  his  time  is  up.  This  is  simply  nothing 
but  business  efficiency  and  should  be  applied  in  all  industrial 
organizations.  However,  the  saving  effected  thereby  by  Ford 
would  not  be  sufficient  for  him  to  cut  rates  if  it  were  not  for 
the  fact  that  he  controls  an  enormous  amount  of  traffic  which 
he  naturally  diverts  over  his  line. 

Everyone  is  desirous  of  seeing  freight  rates  drop,  as  some 
of  the  rates  at  present  are  a  burden  on  the  industries.  In  times 
of  war  traffic  is  bound  to  move;  also  when  business  is  good; 
but  in  times  of  business  depression,  a  period  of  which  we  are 
now  undergoing,  the  rates  may  be  high  enough  to  keep  the  traffic 
from  moving.  The  carriers  would  like  to  reduce  rates,  but  un- 
der present  conditions  and  with  the  majority  of  them  in  financial 
difficulties,  they  are  not  in  a  position  to  do  so.  The  cost  of  labor 
is  the  principal  item  in  the  operating  cost  of  a  railroad,  and  this 
must  come  down  before  rates  can  be  reduced.  The  carriers  are 
powerless  to  cut  operating  costs,  because  labor  is  not  willing 
to  accept  a  lower  wage  and,  furthermore,  cannot  be  compelled 
to  accept  same  unless  the  United  States  Labor  Board  sanctions 
the  reduction. 

The  time  for  government  control  of  the  railroads  is  over 
and  the  Labor  Board  should  be  abolished  and  the  control  of 
operating  costs  placed  in  the  hands  of  the  carriers.  There  is 
no  reason  why  the  railroads  cannot  manage  their  own  affairs,  the 
same  as  any  other  industrial  organization,  and  it  Is  quite  appar- 
ent that  until  they  are  allowed  to  do  so,  freight  rates  do  not 
stand  much  chance  of  being  reduced  to  any  material  extent,  such 
as  will  be  sufficient  to  move  traffic,  which  is  now  practically  at 
a  standstill. 

Trenton.  N.  J.,  Sept.  15,  1921.  Milee  Powell. 

Editor  The  Traffic  World: 

In  the  issue  of  September  17  The  Open  Forum  begins  with 


610 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  13 


war  and  Trotsky  and  ends  with  "nuts,"  and  some  advice  for 
Hank  and  the  D.  T.  &  I.  Why  not  change  The  Open  Forum 
to  read  "The  Open  Ford,"  and  make  a  bid  for  the  A.  R.  A.  stuff 
from  Broadway?  Believe  if  you  get  them  both  in  one  ring  it 
will  save  the  A.  R.  A.  lots  of  money  and  Henry  will  sell  more 
busses  and  get  more  freight  from  his  customers. 

Chicago,  September  21,  1921.  A.  L.  Uttermark. 

Editor  The  Traffic  World: 

I  have  been  very  much  interested  in  the  discussion  in  your 
paper  regarding  Henry  Ford's  purchase  of  the  D.  T.  &  I.  Ry. 
and  his  puttir.g  it  on  a  paying  basis. 

Mr.  Ford  happens  to  be  about  the  only  very  rich  man  who 
is  looked  up  to  as  a  popular  idol  by  the  masses  instead  of  being 
disliked.  That  is  because  he  has  the  reputation  of  paying  higher 
wages  for  similar  work  than  any  of  his  competitors  (if  he  really 
has  competitors)  and  selling  his  product  for  less.  His  greatly 
increasing  the  traffic  of  the  D.  T.  &  I.,  of  course,  could  not  keep 
from  putting  that  line  on  its  feet  if  it  was  economically  man- 
aged— this  should  be  clear  to  anyone  who  will  use  his  thinking 
machinery  for  a  moment,  so  no  argument  is  necessary  on  that 
point.  What  I  would  like  to  see  you  explain,  however,  is  the 
statement  from  the  New  York  Commercial  on  page  495  of  your 
issue  of  September  10  that  Mr.  Ford  has  reduced  the  number 
of  employes  of  his  line  from  2,700  to  1,650. 

In  previous  issues  you  stated  his  line  is  now  handling  about 
1,200  cars  a  day  instead  of  200  cars  as  it  did  before  he  purchased 
it.  If  it  is  a  fact  that  he  can  handle  six  times  as  much  traffic 
with  less  than  two-thirds  the  number  of  employes,  either  the 
D.  T.  &  I.  was  woefully  mismanaged  or  he  is  doing  something 
other  railroad  managers  cannot  do. 

I  would  like  to  see  some  explanation  of  how  he  can  handle 
so  much  more  freight  with  so  many  less  men.  That  is  the 
meat  in  the  cocoanut. 

Chattanooga,  Tenn.,  September  20,  1921.      B.  R.  Shepherd. 


LA  ROE  GOES  AFTER  FORD 

Unless  the  Commission  reverses  every  precedent  made  by  it 
since  it  received  the  power  of  suspension,  in  1910,  it  will  order 
the  cancellation  of  the  Detroit,  Toledo  &  Irontpn  tariff  reducing 
rates  on  coal  from  mines  in  the  Jackson  district  to  Toledo  and 
other  points  in  Ohio.  A  typical  reduction  proposed  in  the  tariff 
under  suspension  in  I.  and  S.  No.  1381  would  be  from  $2.26  to 
$1.81,  from  Jackson  to  Toledo. 

An  order  to  cancel  the  suspended  tariff  is  indicated  as  the 
probable  treatment  because  the  Detroit,  Toledo  &  Ironton  did 
not  appear  at  the  hearing  at  Columbus,  0.,  September  14,  held 
by  Chief  Examiner  Quirk.  Under  the  Commission's  practice  fail- 
ure to  appear  has  been  the  same  as  a  non-suit  in  a  law  case.  The 
Commission  is  not  bound  by  the  rules  of  law  pertaining  to  res 
judicata,  stare  decisus,  or  non-suit,  but  it  has  BO  conducted  its 
proceedings  that  the  rules  mentioned  have  not  been  flagrantly 
disregarded.  There  is  nothing  in  the  record  in  I.  and  S.  No. 
1381  that  would  lead  one  to  expect  anything  other  than  an  order 
directing  the  cancellation  of  the  tariff. 

Wilbur  LaRoe,  Jr.,  appearing  for  the  Consolidation  Coal 
Company  in  support  of  the  protest  that  caused  the  Commission 
to  suspend  the  tariff  in  question,  was  not  content  to  allow  the 
matter  to  go  by  default.  He  discussed  the  case,  expressing 
regret  that  the  Detroit,  Toledo  &  Ironton  had  elected,  after 
obtaining  the  publicity  following  the  filing  of  the  tariff,  to  ignore 
the  matter.  In  ordinary  circumstances,  he  said,  he  should  have 
remained  silent  because  a  cancellation  of  the  suspended  sup- 
plement "is  necessary  if  no  attempt  is  made  to  justify  it." 

In  saying  that  LaRoe  was  setting  forth  the  fact  known  to 
him  while  he  was  chief  examiner  for  the  Commission,  and  also 
a  fact  learned  by  him  since  he  was  been  practicing  law.  Only 
because  the  matter  had  assumed  a  public  importance,  he  said, 
did  he  think  it  desirable  to  outline  the  position  he  would  have 
taken  had  the  Detroit,  Toledo  &  Ironton  undertaken  justifica- 
tion of  its  proposal. 

Speaking  for  his  client  he  said  he  was  prepared  to  prove 
that  the  Detroit,  Toledo  &  Ironton,  in  a  large  measure,  is  a 
plant  facility  of  the  Ford  Motor  Company,  which  in  1919  took 
over  the  consolidated  business  of  the  Ford  Motor  Company  and 
Henry  Ford  &  Co.,  Inc.,  operating  35  branches,  including  30  as- 
sembling plants.  He  said  its  authorized  capital  was  $100,000,000, 
of  which  $17,000,000  was  outstanding.  Henry  Ford  owns  95,321 
shares,  Edsel  B.  Ford,  his  son,  71,911  shares,  and  Clara  Ford, 
wife  of  Henry,  5,414  shares.  The  Ford  interests,  LaRoe  said, 
have  as  subsidiaries:  Michigan  Iron,  Land  &  Lumber  Co.,  or- 
ganized in  1920,  mining  and  lumbering  operations  for  the  Ford 
Motor  Company  in  Michigan ;  the  Dearborn  Realty  and  Construc- 
tion Company;  the  Dearborn  Publishing  Company;  and  the  Ford- 
son  Tractor  Company.  In  addition,  LaRoe  said,  the  Ford  Motor 
Company  controls,  in  part,  the  tonnage  of  the  Kelsey  Wheel  Co., 
the  Fisher  Body  Corporation,  and  the  Briggs  Manufacturing  Co. 
They  provide  certain  Ford  parts,  under  contract. 

LaRoe  estimated  the  tonnage  of  the  concerns  mentioned  at 
13,466  cars  annually,  or  400  cars  per  working  day. 

With  regard  to  the  rate  adjustment  threatened  by  the  pro- 


posed reduction,  LaRoe  pointed  out  that  the  route  of  the  D.,  T. 
&  I.  is  about  50  per  cent  longer  than  the  short  line;  that  the 
Commission  established  the  rates  from  Hocking-Jackson  district 
in  I.  and  S.  No.  774,  in  an  effort  to  bring  an  end  to  the  war 
between  Ohio  railroads  and  Ohio  operators  on  the  one  hand  and 
West  Virginia  operators  and  West  Virginia  railroads  on  the 
other;  that  the  adjustment  was  made,  with  a  view  to  the  best 
interest  of  the  greatest  number  and  not  for  a  single  line.  He 
called  attention  to  what  he  said  was  a  fact  that  should  be  better 
known  by  those  who  have  discussed  the  questions  raised  by  the 
action  of  the  Ford  railroad,  that  the  D.  T.  &  I.  does  not  consti- 
tute an  intrastate  route  from  the  Jackson  field  to  Toledo.  He 
said  the  route  passes  out  of  Ohio  into  Michigan  and  then  back 
to  Ohio. 

In  closing  the  statement  to  the  Chief  Examiner  Mr.  LaRoe 
brought  forward  the  phase  of  the  subject  that  is  more  interest- 
ing to  traffic  men  than  any  other — the  question  as  to  what  ex- 
tent, if  any,  the  Ford  interests  have  used  the  control  they  have 
over  a  big  tonnage  to  obtain  for  the  Ford  road  more  tonnage  or 
larger  divisions.  On  that  phase  he  said: 

"If  at  some  later  time  the  D.,  T.  &  I.  desires  to  be  heard 
in  this  matter  we  should  like  to  have  the  following  information 
furnished  by  this  carrier:  (1)  The  extent  to  which  the  increase 
in  the  tonnage  of  the  D.,  T.  &  I.  since  Mr.  Ford  assumed  con- 
trol consists  of  traffic  consigned  to  or  shipped  by  the  Ford 
Motor  Company,  or  any  of  its  agents  or  subsidiaries.  (2)  The 
total  tonnage  shipped  or  received  annually  by  the  Ford  Motor 
Company,  or  by  any  of  its  agents  or  subsidiaries.  (3)  All  divi- 
sions of  the  D.,  T.  &  I.  on  coal  traffic.  (4)  All  increases  in  the 
divisions  of  the  D.,  T.  &  I.  on  all  traffic  since  Mr.  Ford  assumed 
control.  (5)  All  contracts,  agreements,  instructions  and  corre- 
spondence of  any  kind  between  Mr.  Ford,  or  the  Ford  Motor 
Company,  or  the  D.  T.  &  I.,  on  the  one  hand,  and  any  other 
railroad,  or  any  other  person-  or  company  regarding  the  move- 
ment of  freight  over  the  D.,  T.  &  I.,  the  object  of  this  inquiry 
being  to  ascertain  whether  the  Ford  interests  have  sought  to 
force  the  movement  of  traffic  over  the  D.,  T.  &  I. 

"The  effect  of  this  proposal,  if  approved,  upon  the  coal  reve- 
nues of  other  carriers  is  obvious.  The  framers  of  this  tariff 
either  were  ignorant  of  the  existing  rate  structure  or  acted  in 
reckless  disregard  of  it,  and  with  like  disregard  of  the  rights 
of  shippers  and  consumers. 

"In  I.  &  S.  774,  in  which  the  Commission  established  this 
coal  rate  adjustment,  it  specifically  said  that  the  rates  could  not 
be  predicated  on  the  costs  or  revenues  of  a  single  carrier,  but 
that  the  carriers  must  be  considered  as  a  whole.  This  pro- 
posal is  made  by  the  arbitrary  action  of  a  single  railroad. 

"Permit  me  to  say  in  closing  that  this  destructive  proposal 
would  seem  less  offensive  to  us  had  it  not  been  made  by  one 
who  poses  as  a  public  benefactor  and  who,  having  accomplished 
his  full  purpose  by  the  mere  filing  of  this  tariff,  elects  not  to 
come  here  at  the  appointed  time  and  place  to  justify  the  pro- 
posal he  has  submitted  to  the  Commission." 


WORLD'S  SHIPPING  TONNAGE 

E.  S.  Gregg,  chief  of  the  new  transportation  division  of  the 
Bureau  of  Foreign  and  Domestic  Commerce,  has  made  the  fol- 
lowing study  on  comparative  figures  on  the  world's  shipping 
tonnage: 

"Interesting  changes  in  quantity  and  ownership  of  the  world  s 
tonnage  as  well  as  the  types  of  tonnage  in  use  are  revealed  in 
the  new  edition  of  Lloyd's  Register  of  shipping  for  1921-22.  The 
world's  steamers,  excluding  those  on  the  Great  Lakes,  increased 
from  45,400,000  gross  tons  on  June  30,  1914,  to  58,900,000  on  June 
30  last.  During  this  period  the  steam  tonnage  of  the  United 
States  multiplied  six  times,  while  that  of  the  United  Kingdom 
gained  by  only  2  per  cent.  The  United  States  now  has  nearly 
three-fourths  as  much  sea-going  tonnage  as  the  United  Kingdom 
and  23  per  cent  of  the  total,  whereas  in  1914  it  had  only  one-tenth 
as  much  and  less  than  5  per  cent  of  the  total.  Japan  now  stand 
third  on  the  list  as  compared  with  sixth  in  1914,  and  France  has 
risen  from  fifth  to  fourth  place,  Germany  dropping  from  second 
to  eighth. 

"The  following  table  stows  the  world's  steam  tonnage  of  t 
principal  countries  during  1914  and  1920  and  the  percentage  < 
increase  or  decrease  of  each: 


WORLD'S  STEAM  TONNAGE,   BY  PRINCIPAL  COUNTRIES 

1914  1920  Increase  or  Decrease 

Country                    Gross  Tons  Gross  Tons  Gross  Tons  Percentage 

United    Kingdom    18,900.000  19.300.000                                       t-7? 

nited    States*                   2  0"0  000  13.500  000  +11.500  "00         +  57j? 

Japan                              ...   1700,000  3,400,000  +  1,700.000         +100 

France              1,900000  3,300.000  +  MgO.OOO 

Norway    2,000,000  2.400,000  +      400.000 

Italy     : 1400.000  2.500.000  +  1.100,000 

Holland    1,500.000  2,200.000  +      700.000 

Germany    5100,000  700.000  -  4.400,000 

Other  countries  8.900,000  11,600.000  +  2,700,000        +  3 

Total     .43,400,000  58,900,000 


+  1UU 

+  73 
+  20 
+  79 


•Great  Lakes  tonnage  included. 

"While  the  increase  in  total  tonnage  is  large  in  view  of  tl 
diminished  trade  of  the  world,  there  are  three  facts  that  snou 
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not  in'  oMTlookrd:  (1)  Wood  and  composite  steamers,  which 
iniiili'd  less  than  500,000  tons  In  19M,  now  amount  to  2,300,000. 
Practically  all  of  these  vessels  are  unfit  for  competitive  peace- 
Hint!  services:  (2)  Iron  steamers  are  rapidly  being  scrapped; 
iiriNv.'cii  lint  and  1921  they  decreased  by  1,100,000  tons  to  the 
i.Mio.OOO  now  on  the  register.  Most  of  these  ships  are  uneconom- 
ic:! 1;  Cf)  there  are.  today  5,800,000  tons  of  ships  over  25  years  of 
;w.  vessels  which  can  hardly  be  expected  to  pass  another  sur- 
vey. But  when  these  points  have  been  given  due  weight,  it 
must  lie  borne  in  mind  that  the  surplus  of  tonnage  is  still 
,  noniioiis  and  that  the  quantity  of  cargo  moving  is  only  about 
tmir  111  His  that  of  1913. 

•The  sailing  tonnage  decreased  852,000  tons  between  1914 
and  l!»L'l,  the  United  States  being  the  only  country  to  register  a 
Kiiin.  Nearly  41  per  cent  of  the  total  tonnage  of  sailers  is  under 
\incrican  registry,  though  it  should  be  remembered  that  the  fig- 
ures include  a  large  number  of  sailing  barges.  The  percentage 

ailing  vessels  to  the  world's  tonnage  Is  now  5  per  cent  as 
compared  with  8  per  cent  in  1914  and  22  per  cent  in  1902. 

The  following  table  gives  the  world's  sailing  tonnage  by 
countries  with  the  percentage  of  increase  or  decrease  of  the 
various  countries: 

Till:  WORLD'S  SAILING  TONNAGE,  BY  PRINCIPAL  COUNTRIES 


Countries 


.1   Stalest    943.000 

r'raiiiv    397,000 

riiit"d    Kingdom    365,000 

Norway    547,000 

M  aU     237.000 

'  'Hi.  i     1,197,000 


1914  1920 

Net  Tons*     Gross  Tons 


Total    3,686,000 


1,186.000 
863.000 

LT.l'.  HUH 

i  13.0110 
1X3.00(1 
921,000 

3,128,000 


Increase  or  Decrease 

Gross  Tons  Percentage 

+  243,000  +26 

—  64,000  —14 
—113,000  —31 
—334,000  —61 

—  54,000  —23 
—276,000  —23 


•Available  only  in  net  tons  for  1914.     The  gross  and  net  tonnage 
«(  sailers  is  practically  the  same. 
tGreat  Lakes  excluded. 

"Striking  increases  have  taken  place  in  tankers,  motor 
Chilis  and  oil-burning  vessels.  In  1914  there  were  385  steamers 
for  the  carriage  of  petroleum  in  bulk,  with  a  total  tonnage  of 
1,500,000  gross  tons.  At  present  there  are  801  vessels  aggregat- 
ing 4,400,000  tons.  Thirty-seven  of  these  are  over  10,000  gross 
tons  each  and  55  are  between  8.000  and  10,000  tons. 

"The  number  of  ships  fitted  with  Diesel  engines  has  In- 
creased since  1914  from  290  vessels,  totaling  234,000  gross  tons, 
to  1,447,  aggregating  1,300,000  tons.  Since  motor  ships  are  more 
economical  to  operate  than  steamers,  it  seems  probable  that  they 
will  continue  to  gain  on  steamers,  even  in  a  period  of  depression. 

"In  1914  only  364  steamers,  of  1,300,000  gross  tons,  were 
fitted  for  burning  oil  fuel;  today  2,536  vessels,  of  12,800,000  tons, 
are  so  equipped.  Steamers  using  oil  as  fuel  comprised  only  3 
per  cent  of  the  total  in  1914,  as  compared  with  22  per  cent  to- 
day." 


SHIPPING  BOARD  AFFAIRS 

The    Traffic    World    Washington   Bureau 

Chairman  Lasker  of  the  United  States  Shipping  Board,  Sep- 
tember 16  and  17,  reviewed  some  of  the  accomplishments  of  the 
Board  in  the  three  months  since  the  members  took  the  oath  of 
office.  He  told  what  the  board  had  been  doing  in  the  way  of 
cutting  expenses  and  in  reducing  the  number  of  employes. 

On  June  15,  when  the  new  board  assumed  its  duties,  accord- 
ing to  the  chairman,  there  were  8,324  employes  and  a  total  pay- 
roll of  $15,893,796  annually.  On  September  15,  the  chairman 
said,  the  number  of  employes  had  been  cut  to  6,358  and  the  pay- 
roll to  $12,952,690.  These  reductions  were  effected  in  about  half 
of  the  departments  of  the  board  and  further  reductions  will  be 
made,  Mr.  Lasker  said.  The  total  number  of  new  employes  was 
given  as  382  and  the  total  salaries  for  those  employes  at  $1,208,- 

This  number  of  new  employes,  it  was  explained,  included 

transfers  from  one  department  to  another,  and,  therefore,  was 
not  net. 

Reorganization  of  the  European  offices  of  the  board  will  be 
undertaken  at  once  by  J.  H.  Sheedy,  formerly  in  the  shipping  and 

POSITIONS  WANTED  OR  OFEN~ 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
•  nd  THE  TRAFFJC  WORLD  la  the  logical  medium  for  getting  th« 
lien  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  ars  as  ."ollowa:  First  Insertion,  11.00  pei 
line:  minimum  charge,  $3.00:  succeeding  Insertions,  per  line,  50c;  U 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
!  point  type;  payable  in  advance.  Answers  to  keyed  advertisement! 
forwarded  free  and  all  correspondence  held  In  strict  confidence.  Th« 
TRAFFIC  WORLD  41R  South  Market  Street,  Chlr-sen  HI 

POSITION   WANTED— Experienced  Rate  Man.  all  territories,  rail- 
and    commercial    experience,    thoroughly    familiar    all    phases    of 
ic  work;  age  30  years.     Immediately  available.     Address  E.   R    Z 
Traffic  \V   rid.  Ohlcr go. 

For  SALE — Baxter  Charcoal  Car  Heaters.  Address  John  Gund 
Brewing  Co..  I.aS.ill<>.  Wis. 

FOR  SALE — Several  thousand  first-class  No.  1  6x8  8  ft.  oak 
railroad  cross  tics.  Can  also  furnish  oak  switch  ties  to  order.  L.  E. 
l'  '.;on,  Edwardshurg,  Michigan. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  M  able  to  iuve  more  money  In  •hipping?—  to  rap 
roner  benefit    from  the  Interstate  commerce  ruling!  7—  to 
handle  more  ari  van tageoualy  the  problem!  that  com*  up  in 
dS™!l!!S  and  foreign  traffic?     Th.n  IntiitigaU  th«  LaSalU  Proltem 
Method  of  hniiii-ntnilr  In  Interstate  Commerce  and  Iruhatrlil  and 

•M 


.--.  -----  ...r*  than  70  of  Amerlea'i  well  known  aotnor- 
Itiea  and  traffic  HMutlne.     Write   for  rttilog  uid 
low  COM  monthly  payment  plan. 
LASALLE  EXTENSION  UNIVERSITY 


Department  9S6-1  B      CHICAGO, 

Largttt  lluiineii  Training  Inititutim  in  tht  World 


FOREIGN 

DO  YOU  EXPORT? 


TRADE 

DO  YOU  IMPORT? 


If  »o,  let  us  figure  yourl  aid-down  cost.     If  not,  let  ua  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

Aptna   Sprvirp  fnmnanv    A-  c-  SHERRARD,  M.n.rer 

Aeina  oervice  company,  Si..m.hiP  A,.m.,  CU.IQ™  B,O*....  F«..,jin,  A,.m. 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boston       Philadelphia       Baltimore        New  Orleans       Seattle       San  Francisco 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN   WASHINGTON 


Phone  Main  2210 


SAMMIS,  LAKE  &  COMPANY 

White6eld  Sammia 


417  SOUTHERN  BUILDING 


DailyTraffic  World 
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Traffic  Bulletin 

Contains  daily  all  the  information 
published  later  in  the  weekly 

Traffic  World 

and  in  the  weekly 

Traffic  Bulletin 

A  subscription  also  includes  a  valuable 

SERVICE  FROM  WASHINGTON 

that  makes  the  price  seem  trifling. 

Write  for  Particular* 

THE  TRAFFIC  SERVICE  CORPORATION 
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shipbuilding  business,  appointed  by  the  board  to  succeed  F.  E. 
Ferris,  the  present  European  commissioner.  The  board  has  in 
Europe  an  organization  of  589  persons  with  a  payroll  of  $980,463. 
Chairman  Lasker  said  this  force  would  be  reduced  to  less  than 
100  employes  and  that  an  effort  would  be  made  to  make  a  70 
per  cent  cut  in  expenses.  The  board  also  seeks  to  have  the 
European  force  made  up  entirely  of  Americans.  The  reorganiza- 
tion work  of  the  board  is  being  handled  by  Vice-President  J.  W. 
Powell. 

Chairman  Lasker  announced  September  17  that  the  board 
lost  in  July  $5,700,000  in  operations  on  voyages  terminated. 
Actual  cash  payments  in  the  month,  including  payments  on  past 
debts,  amounted  to  $9,300,000.  In  the  last  year  the  losses  of 
the  board  have  been  estimated  at  from  $10,000,000  to  $12,000,000 
a  month. 

The  board  is  endeavoring  to  get  its  monthly  operating  loss 
down  to  $5,000,000  a  month,  Chairman  Lasker  said.  If  the  board 
can  accomplish  that,  it  was  said,  it  would  be  doing  about  as  well 
as  possible  in  the  face  of  the  depression  in  ocean  shipping.  With 
the  revival  of  business  and  complete  enforcement  of  the  provi- 
sions of  the  Jones  act,  however,  Chairman  Lasker  believes  that 
the  board  would  be  able  to  wipe  out  its  operating  loss  com- 
pletely. He  said  the  board  for  the  fiscal  year,  beginning  July  1, 
1922,  hoped  to  keep  within  an  appropriation  of  $50,000,000  and 
that  the  end  of  large  appropriations  for  the  board  was  in  sight. 

The  following  letter  to  Charles  G.  Dawes,  director  of  the 
budget,  was  made  public  by  Mr.  Lasker: 

Confirming  our  telephone  conversation  of  today,  of  course,  we  will 
have  to  arrange  to  keep  within  the  President's  commitment  of  $100,- 
000,000  for  the  Shipping  Board  for  the  present  fiscal  year. 

We  have  so  far  been  given  $48,500.000  for  operations  and  $25.000,000 
for  construction,  making  a  total  of  $73,500,000.  It  is  possible  that  we 
will  need  $6,000,000  or  more  additional  for  the  vessels  now  being  com- 
pleted (these  vessels  being  the  last  of  the  ships  to  be  constructed  for 
the  government).  However,  if  It  is  decided  to  recondition  the  Leviathan 
we  will  need  $8.000,000  to  $10,000,000  for  that  purpose. 

Even  though  we  keep  within  the  $100,000,000  for  the  year,  we  will 
have  to  go  to  Congress  for  an  additional  appropriation  of  $26,500,000, 
having  received  thus  far  appropriations  of  $73,500,000,  as  accounted  for 
above.  The  $26,500,000  will  be  needed  to  complete  vessels  now  being 
constructed  and  to  pay  losses  of  operations.  We  have  made  a  budget 
of  $100,000,000  and  are  curtailing  our  operations  accordingly. 

However,  we  wish  to  call  to  your  attention  that  we  have  large 
receivables  and  assets  which  we  took  over  from  the  prior  Shipping 
Board.  We  are  hoping  to  collect  therefrom  $20,000,000.  If  we  are  suc- 
cessful in  that  we  will  be  able  to  pay  claims  up  to  the  amount  of  the 
collections,  providing  Congress  votes  us  the  rest  of  the  $100,000,000, 
and  further  providing  Congress  lifts  the  ban  on  our  paying  claims. 
But  if  Congress  does  not  vote  us  the  balance  of  the  $100,000,000  we 
will  need  all  the  money  we  can  get  from  collections  to  operate  even  on 
a  curtailed  basis,  and  should  it  be  decided  to  recondition  the  Levi- 
athan, we  will  not  only  need  the  $100,000,000  from  Congress  but  we  will 
need  a  great  share  of  all  the  money  we  will  collect  to  do  this  recon- 
ditioning, and  to  that  extent  could  not  settle  with  any  claimants. 

All  of  this  does  not  take  into  consideration  the  sum  of  $20,000,000, 
more  or  less  due  by  us  from  the  days  of  the  past  to  the  navy.  When 
we  give  the  figure  of  $20,000,000  as  due  the  navy  we  want  to  make 
clear  that  the  amount  involved  has  never  been  determined  between 
the  Shipping  Board  and  navy,  and  at  an  early  date  we  are  going  to 
have  a  matching  of  accounts. 

We  have  always  gone  on  the  .basis  that  we  would  not  be  asked  by 
the  navy  to  pay  this  amount,  and,  in  fact,  the  navy  has  been  very  in- 
dulgent. Should  the  navy  require  this  sum  for  their  own  appropria- 
tions it  will  be  necessary  for  us  to  go  to  Congress  for  a  special  appro- 
priation, because  we  could  not  possibly  operate  with  $100,000,000  this 
year  and  meet  the  old  obligations  to  the  navy  which  accrued  before 
the  present  board  ever  was  brought  into  being. 

We  want  to  emphasize  that  the  navy  has  been  most  considerate  in 
the  premises  herein  referred  to. 

p.  s. — Of  course,  you  understand  that  there  are  admirality  claims 
out  for  $50,000,000  (which  may  or  may  not  be  settled  and  which  may 
take  only  a  fraction  of  the  $50,000,000);  claims  and  lawsuits  of  around 
$200,000,000  for  which  we  have  provided  nothing  in  the  estimates  above 
given,  save  for  such  moneys  as  we  may  be  able  to  spare  out  of  the  col- 
lections above  referred  to,  if  any. 


shipping  board  passenger  steamers  from  Puget  Sound  to  the 
Orient,  and  Mr.  Haines  indicated  that  as  soon  as  business  condi- 
tions return  to  normal  these  passenger  vessels  will  be  placed 
on  a  bare  boat  basis. 


BOATS  FOR  PACIFIC  S.  S.  CO. 

The    Traffic    World    Washington   Bureau 

Allocation  of  two  Shipping  Board  vessels  of  9,600  deadweight 
tons  each  on  a  bare  boat  charter  to  the  Pacific  Steamship  Com- 
pany was  approved  by  the  board  September  22,  as  the  result  of 
negotiations  conducted  this  week  between  A.  F.  Haines,  vice- 
president  of  the  company,  which  operates  the  Admiral  Line. 
Under  the  terms  of  the  agreement  the  charterer  will  pay  all 
voyage  repairs  and  voyage  expenses  and  the  board  will  carry 
general  insurance  and  marine  insurance. 

With  the  approval  of  the  contract  the  board  has  made  its 
first  important  allocation  of  vessels  on  a  bare  boat  charter  plan. 
The  general  plan  to  be  used  by  the  board  in  leasing  vessels  on 
the  bare  boat  basis  has  not  been  completed. 

Mr.  Haines  said  the  two  vessels  would  be  used  for  grain 
from  the  Pacific  coast  to  Europe  via  the  Panama  canal,  and  that 
the  cargoes  would  be  the  first  of  grain  in  bulk  from  the  Pacific 
coast.  Keen  competition  exists  among  foreign  vessel  owners  for 
the  carriage  of  grain  from  the  Pacific  coast  to  Europe  and  for- 
eign steamers  have  made  rates  on  grain  lower  than  the  Ship- 
ping Board  permitted  its  operators  to  make. 

If  the  Admiral  Line  is  successful  in  its  venture  to  operate 
Shipping  Board  vessels  on  the  bare  boat  charter  basis,  it  was 
pointed  out,  it  will  establish  the  fact  that  the  government  ves- 
sels can  be  operated  successfully  on  such  a  basis. 

The  Admiral  Line  acts  as  managing  agent  and  operator  of 


NEW  SHIPPING  BOARD  JOB 

The    Traffic   World    Washington   Bureau 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  announced 
this  week  the  creation  of  the  office  of  financial  vice-president  of 
the  board.  The  comptroller's,  treasurer's  and  auditor's  offices 
will  be  under  the  supervision  of  the  financial  vice-president,  and 
a  new  office  of  collections  manager  will  be  established  under  the 
new  vice-president.  The  board  hopes  to  get  a  financial  expert 
to  take  the  position  of  financial  vice-president.  J.  W.  Powell, 
vice-president  in  charge  of  reorganization  of  the  board's  affairs, 
it  was  said,  will  have  practically  complete  supervision  of  all 
affairs  of  the  board  and  fleet  corporation,  with  the  exception  of 
ship  operations. 


BOARD  FAVORS  SECTION  28 

The    Traffic    World    Washington   Bureiu 

Chairman  Lasker,  of  the  Shipping  Board,  and  Vice-Presi- 
dents Powell,  Love,  Smull  and  Prey  were  in  New  York  this  week 
conferring  with  representatives  of  ship  operators,  owners,  and 
builders  to  get  the  views  of  these  interests  on  the  American 
merchant  marine  policy  that  should  be  adopted  by  the  board. 
The  chairman  took  occasion  to  declare  that  the  board  was  in 
favor  of  enforcement  of  section  28  of  the  merchant  marine  act. 
He  said  the  board  was  in  touch  with  the  Interstate  Commerce 
Commission  on  the  question,  that  being  one  of  the  things  under 
consideration  by  the  joint  committee  of  the  board  and  the  Com- 
mission. There  have  been  no  decisions  reached  in  regard  to 
section  28,  however,  and  it  is  not  anticipated  that  action  looking 
toward  its  application  will  be  taken  in  the  immediate  future. 
Mr.  Lasker  said  the  questions  involved  in  connection  with  the 
application  of  the  section  had  to  be  studied  thoroughly. 


OCEAN  FREIGHT  LOSSES 

The    Traffic    World    Washington   Bureau 

Whether  or  not  the  sub-committee  of  the  House  committee 
on  Merchant  marine  and  fisheries  which  held  hearings  in  July 
on  the  great  increase  in  ocean  freight  losses  will  recommend 
amendment  of  the  Harter  act  as  a  means  of  correcting  the  evils 
complained  of  at  the  hearings  will  be  determined  after  the 
committee  reconvenes  in  October.  Representatives  of  shippers 
and  underwriters,  at  the  hearings,  took  the  position  that  amend- 
ment of  the  Harter  act  so  as  to  increase  the  responsibility  of 
the  ocean  carrier  and  prevent  him  from  evading  liability  for 
loss  and  damage,  was  necessary.  The  steamship  companies 
strongly  opposed  these  recommendations. 

No  further  hearings  are  in  contemplation  as  it  is  believed 
by  the  subcommittee  that  a  full  discussion  of  both  sides  of  the 
questions  involved  was  had  in  July.  There  may  be  conferences 
between  the  members  of  the  committee,  and  representatives  of 
the  interested  parties  with  the  view  of  establishing  co-operation 
that  will  eliminate  some  of  the  trouble  without  additional  leg- 
islation. 

Dr.  S.  S.  Huebner,  who  is  employed  as  an  expert  on  marine" 
insurance  by  the  House  committee  on  merchant  marine  and  fish- 
eries, and  by  the  Shipping  Board,  said  that  the  committee  al- 
ready had  made  substantial  progress  toward  cutting  down  losses 
by  theft  and  pilferage  on  the  docks  and  the  wharves  through 
correspondence  with  the  governors  of  coast  states  and  mayors 
of  coast  cities.  In  co-operation  with  the  Shipping  Board,  Dr. 
Huebner  said,  appeals  have  been  made  to  the  governors  and 
mayors  to  increase  the  policing  of  docks  and  wharves.  He 
said  the  replies  received  were  gratifying  and  indicated  that  the 
port  cities  would  increase  their  efforts  to  prevent  thefts  and 
pilferage  and  to  prosecute  offenders. 

An  effort  also  probably  will  be  made  to  have  changes  made 
in  the  ocean  carriers  bill  of  lading  which  was  condemned  by 
the  shippers  and  underwriters  at  the  hearings.  It  is  believed 
that  this  may  be  brought  about  without  additional  legislation. 


SIMS  ON  MERCHANT  MARINE 

The    Traffic    World    Washington   Bureau 

Rear  Admiral  William  S.  Sims,  replying  to  an  inquiry  from 
the  National  Merchant  Marine  Association,  declares  that  Senator 
Carter  Glass,  former  Secretary  of  the  Treasury,  was  mistaken  in 
quoting  him  as  stating  in  a  talk  with  the  senator  in  London, 
that  the  United  States  ought  not  to  undertake  the  development 
of  a  merchant  marine  of  its  own.  The  restriction  of  the  present 
shipping  laws,  Admiral  Sims  says  he  pointed  out,  would  make  it 
difficult  to  develop  an  adequate  trade  fleet  under  the  American 
flag.  The  American  navy,  he  adds,  would  be  of  little  defensive 
value  if  it  were  not  for  the  American  merchant  marine. 

The  two  versions  of  the  London  conversation  are  at  vari- 
ance, as  is  shown  in  the  correspondence  between  the  National 
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Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 

COTTON    PONrFNTR  ATION    COMPANY      Inr     LEE  G-  WILEY-  M«"»«er-  GALVESTON 

\^U  1     1  \Jrt      \^\jn\^dl\    1  IX/\  1  LWt      ^\Ji\lrf\l\    I  ,       inC.  M«mb«rionh«Am.ri«nW.r«l»u.em.n'.  A,..ci 


GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 
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Merchant  Marine  Association  and  Admiral  Sims.  The  letter  of 
inquiry  from  the  association,  dated  Washington,  September  8, 
1921,  addressed  to  the  admiral  at  the  Naval  War  College,  New- 
port,' R.  I.,  was  as  follows: 

"In  the  Senate  debate  on  the  Shipping  Board  appropriation 
on  August  20,  1921,  Senator  Glass  stated  as  follows: 

When  I  was  abroad  in  the  fall  of  1918,  Admiral  Sims,  much  to  my 
amazement  told  me  in  London  that  he  did  not  think  the  United  States 
ought  to  undertake  the  development  of  a  merchant  marine  of  its  own. 
He  thought  that  field  of  activity  should  be  left  to  Great  Britain,  saying 
that  the  British  were  our  kinsmen,  bone  of  our  bone  and  blood  of  our 
blood  and  might  be  relied  on  to  come  to  our  defense  in  case  of  war; 
that  they  were  natural  seamen,  and  we  knew  nothing  about  it.  Be- 
sides he"  added,  it  would  require  a  great  subsidy  to  conduct  a  mer- 
chant marine,  and  the  American  people  were  inherently  opposed  to 
subsidies. 

"Knowing  that  your  duties  during  America's  participation  in 
the  war  placed  you  in  a  position  where  the  effect  of  the  lack  of 
an  adequate  American  merchant  marine  was  most  apparent,  this 
association  feels  that  a  mistake  must  have  been  made  in  at- 
tributing to  you  the  statements  quoted  by  Senator  Glass. 

"As  this  is  a  time  when  the  shipping  situation  is  critical  and 
misconceptions  of  the  underlying  causes  of  the  conditions  ex- 
isting have  caused  hostility  to  shipping,  the  association  feels  that 
a  statement  from  you  as  to  the  value  of  an  efficient  merchant 
marine  for  both  protective  and  commercial  purposes  would  be  of 
great  value." 

Replying  under  date  of  September  12,  Admiral  Sims  writes: 

Referring  to  your  letter  of  September  8th,  I  am  not  surprised  that 
Senator  Glass  wa's  much  amazed  if  he  understood  me  to  state  in  Lon- 
don that  the  United  States  ought  not  to  undertake  the  development 
of  a  merchant  marine  of  its  own. 

Just  how  far  this  is  from  what  I  ever  have  or  could  have  thought 
of  the  merchant  marine,  you  may  judge  from  the  fact  that  the  navy  of 
the  United  States  would  be  of  very  little  value  as  a  defense  of  the 
United  States  and  our  possessions  if  it  were  not  for  the  merchant 

n  the  absence  of  a  merchant  marine  to  furnish  the  transport  for 
the  immense  amount  of  supplies  that  a  fleet  would  need,  that  fleet 
would  be  restricted  in  its  operations  to  a  comparatively  short  distance 
from  its  nearest  base. 

If  our  fleet  had  to  be  sent  to  make  an  attack  at  a  long  distance 
across  the  ocean,  it  would  require  something  like  30,000  tons  of  sup- 
plies a  day  including  fuel  and  all  other  supplies.  This  is  one  of  the 
essential  elements  that  enters  into  the  consideration  of  what  we  cal 
the  logistics  of  a  military  operation,  and  is  one  of  the  subjects  which 
receives  the  closest  study  of  those  who  are  charged  with  the  prepara- 

As  I  remember  my  conversation  with  Senator  Glass,  it  was  to  the 
efflect  that,  with  the  restriction  of  our  present  shipping  laws,  it  would 
be  very  difficult  for  our  country  to  develop  a  merchant  marine  com- 
mensurate with  our  needs. 


OCEAN  RATE  ON  LUMBER 

The    Traffic    World    Washington   Bureau 

An  increase  in  the  ocean  freight  rate  on  lumber  from  the 
Pacific  coast  to  the  Orient  from  $12.50  to  $15  a  thousand  feet 
was  announced  at  the  Shipping  Board  September  20.  Officials 
attributed  the  increase  to  the  recent  action  of  the  board  in  in- 
structing its  operators  not  to  book  lumber  cargoes  for  the  Orient 
because  the  lumber  rates  were  such  that  the  cargoes  could  not 
be  carried  at  a  profit.  The  withdrawal  of  the  tonnage  increased 
the  demand  for  ships  and  the  rate  increase  followed,  it  was  said. 

General  cargo  offerings  from  the  Pacific  coast  to  the  Orient, 
officials  say,  also  are  improving. 

A  slight  improvement  in  cargo  offerings  to  the  east  coast  of 
South  America  was  reported,  but  other  trades  were  said  to  be 
quiet.  The  reduction  in  the  number  of  steamers  employed  in  the 
different  services  is  being  continued,  it  is  said. 

Changes  in  the  board's  berth  services  on  the  Pacific  coast 
were  announced,  the  Columbia  River  Trans-Pacific  service  hav- 
ing been  reduced  to  one  operator,  the  Columbia  Pacific  Shipping 
Company,  and  the  Puget  Sound  Trans-Pacific  service  to  one  opera- 
tor, the  Pacific  Steamship  Company. 

LUMBER  CASE  HEARING 

Hearings  on  two  very  old  lumber  cases,  No.  6490,  Anson,  Gil- 
key  &  Kurd  Co.  et  al.  vs.  Southern  Pacific  et  al.,  and  No.  8819, 
West  Coast  Lumbermen's  Association  et  al.  vs.  Boston  &  Albany 
et  al.,  were  resumed  before  Examiner  E.  J.  Hoy  in  Chicago,  Sep- 
tember 21.  Commissioner  Hall,  who  was  scheduled  to  conduct 
the  hearing,  was  unable  to  attend. 

The  cases  were  reopened  -by  the  Commission  on  its  own 
initiative,  by  an  order  published  in  July,  which  did  not  mention 
the  object  of  the  new  hearings.  It  was  fairly  well  understood 
that  the  Commission  had  sided  with  the  complainants,  when  they 
complained  of  limiting  the  scope  of  the  previous  hearings,  and 
disagreed  with  the  examiner's  report  at  the  time.  There  have 
been  two  opinions  in  No.  6490.  In  the  first  of  these,  33  I.  C.  C. 
332-342,  March  8,  1915,  the  Commission  found  that  discrimina- 
tion existed  in  the  classification  of  lumber  products,  especially 
sash  and  doors,  against  the  producers  of  these  products  in  Iowa 
and  Wisconsin  and  in  favor  of  the  Pacific  Coast  producers.  As 
a  result  of  this  order,  the  defendant  carriers  simply  cancelled  all 
joint  through  rates  on  sash  and  doors  from  the  Pacific  Coast  to 
points  in  Eastern  Trunk  Line  territory,  but  made  no  changes  in 


the  rates  to  Chicago.  In  a  subsequent  order,  38  I.  C.  C.  105-107, 
they  were  ordered  to  remove  the  discrimination  on  shipments 
to  that  destinatipn  also. 

Following  the  removal  of  the  joint  through  rates  on  sash 
and  doors,  the  producers  on  the  Pacific  Coast  brought  the  com- 
plaint which  resulted  in  No.  8819,  in  which  they  protested  against 
the  assessment  of  the  combination  rates  to  Chicago  and  Saint 
Louis,  plus  the  full  fifth  class  local  rates,  on  shipments  destined 
beyond  those  points.  Before  the  issues  were  disposed  of  the 
Commission  instituted  a  general  investigation  into  the  classifi- 
cation of  lumber  and  lumber  products. 

In  the  present  case  the  Iowa  and  Wisconsin  producers  are 
protesting,  principally,  against  two  things:  first,  the  disparity 
between  the  relationship  between  the  rates  on  lumber  and  mill- 
work  classed  as  columns  and  frames,  as  effective  on  shipments 
from  the  coast,  as  compared  with  the  relationship  of  the  rates 
on  these  two  classes  of  freight  on  shipments  from  the  interior 
producing  territory;  and  second,  the  fact  that  the  coast  pro- 
ducers are  given  a  transit  privilege  on  lumber  shipped  from  the 
forests  to  the  mills  and  there  made  into  sash  and  doors  and 
other  millwork  and  then  shipped  to  the  east  in  competition  with 
goods  made  in  Iowa  and  Wisconsin,  which  enjoy  no  such 
privilege. 

It  was  said  by  Iowa  producers  that  the  decisions  of  the  Com- 
mission had  left  them  in  such  poor  shape  with  regard  to  rates 
on  columns  and  frames  that  they  had  been  forced  out  of  that 
business  altogether.  One  Iowa  manufacturer  said  that  he  bought 
these  articles  already  manufactured  from  his  west  coast  com- 
petitors and  sold  them  in  less  than  carload  lots  merely  as  a 
convenience  to  his  customers.  Referring  to  the  transit  privileges, 
western  manufacturers  said  that  the  interior  producers  could 
avail  themselves  of  the  same  concessions  in  case  they  bought 
rough  lumber  atthe  western  saw-mills  and  had  it  dressed  and 
c-ut  to  length  at  some  intermediate  point. 

That  the  rates  through  from  the  Pacific  Coast  to  Chicago 
and  the  east  were  not  yet  on  a  fair  competitive  basis  was  the 
claim  of  some  of  the  interior  manufacturers.  They  said  that  the 
rate  on  lumber  to  their  plants,  plus  the  rate  on  the  manufactured 
product  to  the  consuming  point  was,  in  all  instances,  considerably 
nigher  than  the  rates  on  millwork  from  the  coast  producing 
points  straight  through  to  the  ultimate  destinations.  Compari- 
sons of  these  two  sets  of  rates  from  Dubuque  and  from  Seattle, 
they  claimed,  showed  that  the  western  manufacturers  had  the 
advantage  to  Chicago,  amounting  to  15  cents  in  the  rate  or  $206 
a  car;  to  Philadelphia,  Boston  and  New  York,  9  cents  in  HIP 
rate  and  $182  a  car;  and  to  Detroit,  2.5  cents  or  $165  a  car. 


EFFICIENT  DISTRIBUTION 

The    Traffic    World    Washington   Bureau 

"If  we  can  find  a  way  to  organize  the  products  and  selling 
power  of  the  producer  on  the  one  hand,  and  the  requirements 
and  buying  power  of  the  consumer  on  the  other  hand,  and  if  we 
can  apply  the  same  genius  of  organization  to  distribution  that 
has  been  applied  to  production,  we  will  have  taken  a  long  step 
in  the  solution  of  the  problems  of  distribution,"  said  Representa- 
tive Anderson,  chairman  of  the  joint  commission  of  agricultural 
inquiry,  September  19. 

"Production,  both  in  the  sense  of  production  of  agricultural 
and  manufactured  products,  has  been  the  business  of  individuals 
and  of  corporations.  Distribution  has  been  everybody's  business, 
and  consequently  nobody's  business.  The  railroads  have  been 
busy  in  developing  tonnage,  long  hauls,  volume  of  traffic,  and 
have  not  concerned  themselves  very  much  with  finding  the  short- 
est route  or  the  cheapest  route,  or  of  developing  facilities  with 
a  view  of  the  most  efficient  distribution.  Distribution  facilities, 
like  distribution  itself,  have  'just  growed.' 

"The  manufacturer  and  producer  have  been  satisfied  with 
manufacturing  and  production,  and  have  largely  turned  their 
products  over  to  others  for  distribution.  The  distributor  has 
sold  goods  wherever  he  could  find  the  market,  without  definite 
purpose  of  relating  output  to  market,  or  of  saving  money  for 
himself  or  his  customers,  by  distributing  goods  in  the  territory 
in  which  they  could  be  distributed  the  most  cheaply. 

"The  large  industries  of  the  country  have  attained  a  cer- 
tain degree  of  efficiency  through  integrating  production,  and 
have  saved  billions  by  bringing  materials  and  labor  and  facilities 
together  at  the  point  of  economic  manufacture.  Production  has 
been  standardized  on  a  quantity  basis,  which  made  possible  large 
production  at  low  cost.  The  consumer  has  shared  in  the  benefits 
of  the  increased  efficiency  resulting  from  both  integration  and 
quantity  production.  Some  industries  have  endeavored  to  pro- 
mote efficiency  of  distribution  by  integrating  distribution  with 
output. 

"In  the  main,  however,  production  goes  forward  without  any 
definite  relation  to  market.  Figures  on  production  are  relatively 
complete  and  are  frequently  available  currently.  Figures  of 
consumption,  however,  are  extremely  difficult  to  obtain,  and 
usually  cannot  be  obtained  at  all  except  in  the  form  of  statistics, 
available  too  late  to  be  useful  currently  with  market  transac- 
tions." 


September  Hi.   l!i_l 


THE    TRAFFIC     WORLD 


615 


AUTOMATIC 


l/Vt 


TARIFF  FILES 


HI:.  I  D  Ihr  til/,-  fxige 
i if  any  tariff  or  sup-  T 

(tlenti-nt  without  re-  m 

mm'al  from  tin-  tile. 


GUARANTEED    SUPERIORITIES: 

i.  GREATER  CONVENIENCE  and  accurate  speed  in  filing 
and  finding. 

3.  AUTOMATICALLY  TILTING  FRONT  AND  FOL- 
LOWER, the  famous  "V  Spread"  for  quick  reference, 
removal  and  replacement. 

3.  BETTER  KEPT  CONTENTS,  packed  solid,  straight  up 
when  drawer  is  closed. 

4.  GREATER  USABLE  CAPACITY  and    no    wasted  filing 
space.    One  Automatic  Tariff  drawer  will  hold  BETTER 
what  5  to  9  box  drawers  or  binders  will  and  20%  more  than 
the  ordinary  vertical  file. 

5.  WOOD-STEEL  CONSTRUCTION,   a   decided    improve- 
ment over  either  all-wood  or  all-metal. 

6.  Contents  in  three  drawer  tariff  sections  exclusively  or  inter- 
membering  with  other  sections  in  all  desired  file   drawer 
combinations. 

SHIPPED  ON  TRIAL  AT  OUR  RISK  OF  ALL  EXPENSE 


THE  AUTOMATIC  FILE  AND  INDEX  CO. 
145-245  E.  loth  St.  Green  Bay,  Wis. 


Send  for 
CATALOG  22T 
of  complete 
lines  of  Files  and 
Utility  Desks 

and 

FpLDER  T.  F. 
with  interesting 
Tariff  Filing 
inf  or  ma  t  io  n 


.1  .YD.  iC  Slack  of  Auto- 
matic Sections.  Many  other 
file  drawer  combinations 
may  be  added  at  any  time. 


20      YEARS 

OF  BUILDING 
FILING 
FURNITURE 
EXCLUSIVELY 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

INTERCOASTAL  SERVICE 

with  Steamer*  of  the 

American -Hawaiian  S,  5.  Co. 

Between   New   York,   Boston,   Philadelphia   and   LOH 

Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma. 

Boston         Phila.    New  York 

S.S.  Ohioan    Sept.  24       Sept.  28 

S.S.  Pennsylvanian  ....  Oct.     1        Oct.     b 

S.S.  Texan Oct.    15       Oct.  19 

S.S.  American    Oct.  22         Oct.  26 

S.S.  Panaman    Oct.    8        Oct.  12 

Sailings    every    Wednesday    from    New    York ;    fortnightly    from 
Boston  and  Philadelphia ;  fortnightly  from  Pacific   Coast   Ports. 

Joint  Service*  with 
Hamburg-American  Line 

NEW  YORK  TO  HAMBURG 

S.S.  HAWAIIAN     Sept.  24 

S.S.  'MOUNT   CARROLL    Sept.  29 

S.S.  tOREGONIAN     Oct.  1 

JVia  Boston 

8.8.  tBAYERN     Oct.  6 

^Carries   cabin   and   third-class    passengers 

S.S.  *MOUNT   CLINTON    Oct.  13 

S.S.  MYSTIC     Oct.  15 

S.S.   IPSWICH     Oct.  22 

S.S.   "MOUNT    CLAY    Oct  27 

•Carries   third-class  passengers 
LOADING  PIER  86.  NORTH  RIVER 

PHILADELPHIA   TO  HAMBURG   AND   BREMEN 

S.S.  'DEUTSCHFELD     Sept.  28 

•Via   Baltimore   and   Norfolk 

S.S.  *CALLISTO— Hamburg    only Oct.  18 

•Via  Baltimore 
S.S.  'MOUNT    SEWARD    Nov.  16 

•Via  Baltimore  and  Norfolk 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.  •CLARKSBURG    Nov.     1 

S.S.  OREGONIAN— Hamburg     only , Oct.     4 

•Via    Baltimore    and    Norfolk 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  'MOUNT    SEWARD    Sept.  26 

S.S.  »DEUTSCHFELD     Oct.     8 

S.S.  CALLISTO — Hamburg    only    Oct.  26 

•Via    Norfolk 

NORFOLK  and  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

S.S.  MOUNT    SEWARD     Sept.  38 

S.S.  DEUTSCHFELD     Oct.  12 

NEW  ORLEANS  TO  HAMBURG 

S.S.  HAVELLAND    First    Half    of    October 

S.S.  SACHSENWALD Second    Half    of    October 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang.    Belawan-Deli,    Port    Swettenham,    Singapore,    Batavia, 
Samarang,    Soerabaya 

S.S.  CLEARWATER    Oct.  25 

LOADING  PIER  21,   POUCH  TERMINAL,  CLIFTON,   S.   I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

and    Intermediate    Ports 
100    Al    Steel   Steamers    Under   American    Flag 

S.S.  CLEARWATER    Oct.  25 

LOADING   PIER  21,  POUCH  TERMINAL,  CLIFTON,  S.    I. 

PACIFIC  COAST  TO  EUROPE 

U.  S.   Pacific   Coast  Ports   to  the  Principal    Ports  of  the   United 

Kingdom  and  Continent 
Direct    Fortnightly    Sailings 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1020 

WESTERN   FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  4891 

BRANCH   OFFICES 

40  Central   Street.  Boston  Phone  Fort  Hill  3084 

Bourse   Bldg.,  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dlmond  &  Co.,  310  Sansome  St.,  San  Francisco 
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Personal  Notes 


club  and,  in  addition  to  a  number  of  prize  golf  events,  an  added 
attraction  is  promised  by  the  presence  of  Chick  Evans,  national 
amateur  golf  champion. 


M.  C.  Lysle  has  been  appointed  traffic  manager  for  the  Mu- 
tual Oil  Company  at  Kansas  City,  Mo. 

W.  B.  Redding  has  been  appointed  commercial  agent  for  the 
Savannah  &  Atlantic  Railway  at  Orlando,  Fla. 

The  Kansas  City  Southern  has  announced  the  appointment 
of  J.  P.  Baker  as  general  agent  at  Houston,  Tex.,  succeeding 
G.  M.  Riley,  who  died. 

Norman  Chapin,  formerly  traffic  manager  for  the  Syracuse, 
N.  Y.,  Chamber  of  Commerce,  has  been  appointed  traffic  expert 
for  the  New  York  State  Council  of  Farms  and  Markets.  Mr. 
Chapin  is  president  of  the  New  York  State  Industrial  Traffic 
League. 

C.  E.  Donoway  has  been  appointed  district  traffic  manager 
for  the  Commercial  Car  Service  Association  of  America,  at  Phila- 
delphia. 

R.  L.  Lichty  has  been  appointed  traveling  freight  agent  for 
the  Gulf,  Mobile  &  Northern  and  the  Meridian  &  Memphis  rail- 
ways at  Kansas  City,  Mo. 

W.  J.  Moran,  formerly  traffic  manager  for  Gaston,  Williams 
&  Wigmore,  Inc.,  has  been  appointed  manager  of  warehouses 
and  trucking  departments  for  the  Keap  Warehouses,  Inc.,  and 
the  Keap  Auto  Trucking  Company,  Inc.,  of  Brooklyn,  succeeding 
L.  Samuelson,  who  resigned. 

The  Atlantic  Coast  Line  has  announced  the  appointment  of 
O.  J.  English  as  commercial  agent  at  Atlanta,  Ga.,  vice  W.  W. 
Johnson,  who  resigned. 

E.  J.  Bachman,  formerly  in  charge  of  the  rate  department 
for  Morris  &  Co.,  has  been  appointed  traffic  manager  for  the 
Jefferson  Island  Salt  Mining  Company,  at  Chicago. 


James  E.  Crosland,  chairman  of  the  Southern  Classification 
Committee  and  one  of  the  most  widely  known  traffic  men  in  the 
country,  died  at  his  home  at  Atlanta,  Ga.,  September  17,  after 
several  weeks  of  illness.  His  health  had  not  been  good  for  some 
time  prior  to  his  last  illness.  The  body  was  taken  to  Macon, 
the  early  home  of  Mr.  Crosland,  for  burial.  Mr.  Crosland  suc- 
ceeded W.  R.  Powe  as  chairman  three  or  four  years  ago.  Prior 
to  taking  the  chairmanship  he  was  assistant  general  freight 
agent  of  the  Louisville  &  Nashville.  Prior  to  that  he  was  in  the 
traffic  department  of  the  old  Plant  System,  now  known  as  the 
Atlantic  Coast  Line,  with  station  at  Savannah.  He  left  that 
company  in  1901,  and  for  a  short  time  was  in  the  brokerage  busi- 
ness, returning  to  railroad  traffic,  however,  in  less  than  two  years. 


DOINGS   OF   THE   TRAFFIC   CLUBS 

Programs  for  the  fall  meeting  of  the  Traffic  Group  of  the 
National  Retail  Dry  Goods  Association,  which  will  be  held  at 
the  Hotel  Raleigh,  Washington,  D.  C.,  October  6  and  7,  have 
been  issued.  The  following  speakers  have  already  been  selected 
and  others  are  to  be  announced  later:  Col.  Anton  Stephen, 
first  vice-president,  Merchants'  and  Manufacturers'  Association, 
Washington;  A.  C.  Albee,  Strawbridge  and  Clothier,  Philadel- 
phia; Lew  Hahn,  managing  director,  National  Retail  Dry  Goods 
Association;  J.  H.  Butler,  manager,  loss  and  damage  department, 
American  Railway  Express  Company;  Frederick  I.  Cox,  inter- 
state commerce  commissioner;  E.  H.  Pierce,  Best  &  Co.,  New 
York;  M.  J.  Gormley,  chairman,  car  service  division,  American 
Railway  Association;  and  Harold  R.  Young,  Washington  sec- 
retary, National  Retail  Dry  Goods  Association. 


Lewis  H.  Pounds,  member  of  the  New  York  Port  Authority 
Commission,  addressed  the  members  of  the  Traffic  Managers' 
Club  of  the  Brooklyn  Chamber  of  Commerce,  at  a  meeting  held 
in  the  Chamber  of  Commerce  rooms,  September  15.  Mr.  Pounds 
explained  the  work  of  the  commission  and  detailed  its  plans  for 
the  bettering  of  transportation  conditions  in  and  around  Greater 
New  York. 


The  newly  organized  Traffic  Club  of  Atlanta,  Ga.,  gave  a 
barbecue,  September  17,  which  was  well  attended  by  members 
of  the  club  and  their  friends. 


At  the  meeting  of  the  Industrial  Traffic  Club  of  the  Niagara 
Frontier,  held  in  Lockport,  N.  Y.,  September  19,  Congressman 
Dempsey,  who  is  chairman  of  the  rivers  and  harbors  committee 
of  the  House  of  Representatives,  gave  an  interesting  talk,  in 
which  he  outlined  the  future  possibilities  of  the  New  York  state 
barge  canal,  and  pledged  his  support  to  the  projects  of  improving 
the  harbors  at  Buffalo  and  Tonawanda.  He  also  predicted  elec- 
trification of  the  railroads  in  western  New  York  to  be  nearer 
than  usually  supposed. 


TRANSPORTATION   AND   PROGRESS 

The  answer  to  the  question  as  to  why  the  human  race  has 
made  more  progress  in  the  last  100  years  than  in  all  the  pre- 
vious centuries  is  to  be  found  in  one  word,  according  to  A.  J. 
McGhee,  secretary  of  the  Southern  Interior  Traffic  Association! 
who  Spoke  on  "Transportation,  the  Foundation  of  all  Progress," 
at  the  annual  meeting  of  the  Association  of  Commerce,  Jackson, 
Tenn.,  a  few  days  ago.  That  word  is  "transportation."  It  was 
only  when  man  began  to  lay  rails  and  to  find  some  more  rapid 
means  of  transportation  that  his  own  legs  and  those  of  domesti- 
cated quadrupeds  that  he  really  began  to  broaden  out. 

Having  purchased  modern  transportation  facilities  at  the 
price  of  so  many  years  of  earnest  efforts,  and  because  in  it  lies 
the  hope  for  future  development  and  progress,  it  behooves  com- 
munities to  take  advantage  and  to  foster  it,  said  he.  "It  is 
worth  your  most  serious  attention,"  he  said.  "You  should  see 
to  it  that  you  are  treated  fairly  by  the  great  transportation 
agencies  and  the  bodies  tha  govern  them,  and  that  all  discrimi- 
nation against  you  in  rates  and  service  is  removed." 


VOTE  TO  REJECT  PAY  CUT 

Railroad  shopmen  who  are  members  of  the  six  shop  crafts 
affiliated  with  the  American  Federation  of  Labor  have  voted  to 
reject  the  wage  cuts  ordered  by  the  Labor  Board,  which  went 
into  effect  July  1,  by  an  overwhelming  majority.  This  announce- 
ment was  made  by  B.  M.  Jewell,  president  of  the  railway  em- 
ployes' section  of  the  American  Federation  of  Labor,  at  a  mass- 
meeting  of  shop  workers  in  Chicago,  September  18.  No  action 
will  be  taken,  however,  according  to  Mr.  Jewell,  until  the  matter 
of  working  rules  is  disposed  of  by  the  board.  The  shop  crafts 
have  protested  strenuously  against  the  overtime  rules  promul- 
gated by  the  Labor  Board  last  month  and  have  also  announced 
that  they  will  oppose  any  attempt  on  the  part  of  the  board  to 
reinstate  any  sort  of  piece  work  plan  in  the  locomotive  and 
car  repair  shops. 

According  to  Mr.  Jewell,  the  union  leaders  are  anxious  to 
do  everything  in  their  power  to  prevent  a  strike.  He  said  the 
new  rules  would  be  submitted  to  the  workers  by  ballot,  in  the 
same  manner  as  the  wage  decision,  and  that  "if  the  rules  are 
not  satisfactory  and  the  ballot  says  so,  we  will  take  the  result 
to  the  railroads.  If  they  refuse  to  grant  our  reasonable  demands 
they  will  have  to  stand  responsible  and  answer  to  the  American 
people." 

Delegates  to  the  meeting  characterized  the  attempt  of  offi- 
cials of  the  Pennsylvania  Lines  to  deal  with  employes'  organ- 
izations of  their  own  making  as  the  beginning  of  a  fight  for  an 
open  shop  on  the  railroads  of  the  country. 

Officers  and  delegates  of  the  so-called  "Big  Five"  brother- 
hoods, to  the  number  of  400,  began  a  meeting  in  New  York  on 
the  same  day.  The  chief  task  that  lay  before  them  was  the 
counting  of  the  ballots  of  500,000  workers  regarding  the  wage  cut. 

UNEMPLOYMENT  CONFERENCE 

The    Traffic    World    Washington   Bureau 

In  the  list  of  members  of  the  unemployment  conference  to 
met  in  Washington  September  26,  announced  by  the  Department 
of  Commerce  September  19,  are  Edgar  E.  Clark,  former  chairman 
of  the  Commission;  W.  S.  Carter,  president  of  the  Brotherhood 
of  Locomotive  Firemen  and  Enginemen;  C.  H.  Markham,  presi- 
dent of  the  Illinois  Central;  Thomas  V.  O'Connor,  member  of 
the  Shipping  Board,  and  former  president  of  the  Longshoremen's 
Union;  Harry  S.  Robinson,  former  member  of  the  Shipping 
Board;  Charles  M.  Schwab,  former  Director-General  of  the  Emer- 
gency Fleet  Corporation.  Secretary  Hoover  will  be  the  chair- 
man of  the  conference,  which  was  called  by  President  Hardinn 
"to  inquire  into  the  volume  and  distribution  of  unemployment,  to 
advise  upon  emergency  measures  that  can  be  properly  taken  by 
employers,  local  authorities  and  civic  bodies,  and  to  consider 
such  measures  as  would  tend  to  give  impulse  to  the  recovery 
of  business  and  commerce  to  normal." 


The  fall  golf  outing  of  the  Chicago  Traffic  Club  will  take 

place   at   the    Riverside    Country    Club,    September   28.     Special 

ansportatlon  has  been  provided,  dinner  will  be  served  at  the 


OHIO  TELEPHONE   CONSOLIDATION 

The  Commission  has  approved  the  joint  application  of  the 
Ohio  Bell  Telephone  .Company  and  the  Ohio  State  Telephone 
Company  for  a  certificate  that  the  proposed  consolidation  of  the 
companies  will  be  of  advantage  to  the  persons  to  whom  service 
is  to  be  rendered  and  in  the  public  interest.  By  an  act  passed 
June  10,  1921,  amending  section  407  of  the  transportation  act, 
the  Commission  was  authorized  to  issue  such  a  certificate.  The 
application  of  the  companies  was  filed  August  30,  the  case  was 
submitted  September  11,  and  decided  September  19.  The  amend- 
ment was  passed  so  that  consolidation  of  companies  such  as 
was  proposed  by  the  two  Ohio  companies  would  not  be  prevented 
by  the  anti-trust  laws.  The  Commission  said  the  evidence  was 
undisputed  that  the  consolidation  would  result  in  substantial 
benefits  to  the  public. 
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WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Qufc/{  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earns  $19,600  a  year — a  Cleveland  traffic  man  receives  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,500  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  biff.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
bis  pay  jobs  ? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  yon  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  29-D  4043  Drexel  Blvd.,  Chicago,  III. 
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DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


Pacific — Caribbean  — 
Gulf  Line 

(Swayn*  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
*GALVESTON 

and 

Los  Angeles  Harbor,  San  Francisco, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ELDORADO,  Sailing  from  New  Orleans  about  September  28th 
S.S.  LAKE  HECTOR,  Sailing  from  New  Orleans  late  October 

*  When  inducements  offer. 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application. 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street      430  Samoa*  Street 

GalTeston,  Tezat      Texas  City        New  York  City       San  Francisco,  Calif. 
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FREIGHT  TRAFFIC 
-RED  BOOK 


•ELf 


Size  Sill  Inches. 
Oner  500  Pagtt 


T5he  FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL  Reference  Hook  for  Those  Actively  Engaged  in  Traffic  Work.  An  Everyday  Guide  for  the  Shipper. 

1922  EDITION 

Ready  FOR  DISTRIBUTION  OCTOBER  1ST. 

COMPLETELY  REVISED  AND  ENLARGED  including  additional  sections  on  Routing, 
Express,  Governmental  Regulation  of  R.  Rs.,  Digest  of  Important  Court  Decisions,  etc. 

UNDER  ONE  COVER 


1    TRAFFIC    GLOSSARY    of    over 


1000    Traffic    Terms, 
Phrases  and  Abbreviations. 

O  THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates, 
*•  Rate  Territories,  Rate  Bases,  Freight  Classification.  Freight 
Tariffs.  Freight  Claims.  Diversion  and  Reconsignment,  Rout- 
ing, Lighterage,  Switching,  Demurrage,  Weights  and  Weigh- 
ing, Export  and  Import  Traffic,  <fcc. 


3   ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
•  sion's 


portation. 


s  Rules  Relating  to  Railroad  and  Steamship  Trans- 


4  AN    APPENDIX    including    Reproductions   of  Standard 
•  Traffic  Forms,  List  of  Tariff  Publishing  Agents  and  Miscel- 
laneous Tables. 
WITH    A    COMPLETE   CROSS-REFERENCE   INDEX. 

Place  your  order  now.      $6.00  postpaid. 

THE  TRAFFIC  PUBLISHING  COMPANY,  150  Lafayette  St.,  New  York,  N.  Y. 
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BASIS  FOR  REPARATION  PAYMENTS 

The   Traffic    World    Washington   Bureau 

The  Commission,  at  the  request  of  the  railroad  administra- 
tion, had  initiated  Ex  Parte  No.  80,  in  which  it  inquires  whether 
the  Director-General  should  pay  reparation  on  a  lower  basis  prior 
to  June  25,  1918,  than  on  and  after  that  date.  Argument  is  to 
be  made  on  the  question  October  6.  The  case  was  originated 
on  Counsel  Finerty's  suggestion,  laid  before  Chairman  Clark 
before  he  went  out  of  office,  that  the  Commission  should  not 
order  reparation,  on  shipments  prior  to  June  25,  1918,  on  any 
basis  other  than  what  the  Commission  holds  to  be  the  reason- 
able rate  after  that  date.  The  object,  of  course,  is  to  conserve 
the  revenues  of  the  Railroad  Administration,  earned  prior  to 
the  increase  ordered  by  General  Order  28. 


TIME  FOR  FILING  CLAIMS 

The   Traffic    World    Washington   Bureau 

Action  on  Senate  Bill  No.  621,  providing  for  extension  of 
time  to  March  1,  1922,  for  the  filing  with  the  Commission  of 
straight  overcharge  claims  on  shipments  which  moved  during 
federal  control,  will  not  be  taken  by  the  House  committee  on  in- 
terstate commerce  at  least  until  some  time  in  October.  The  com- 
mittee will  not  meet  until  the  first  week  in  October.  The  bill  was 
passed  in  the  Senate  last  June.  It  was  then  referred  to  the  House 
interstate  commerce  committee,  where  it  has  been  pending  since. 
Just  before  the  recess,  Representative  Winslow,  chairman-  of  the 
committee,  in  a  statement  to  The  Traffic  World,  said  the  bill 
would  be  taken  up  after  the  congressional  recess  and  predicted 
passage  of  the  bill. 


TRANSPORTATION  TAXES 

The   Traffic    World    Washington   Bureau 

The  Senate  finance  committee's  tax  revision  bill,  providing 
•  for  reductions  in  transportation  taxes  in  1922,  and  the  total 
elimination  of  such  taxes  in  1923,  was  submitted  to  the  Senate 
this  week  by  Senator  Penrose,  chairman  of  the  committee.  As 
previously  announced,  the  committee  provided  in  the  bill  that 
the  3  per  cent  tax  on  freight  should  be  cut  to  1%  per  cent  and 
that  the  8  per  cent  tax  on  passenger  transportation  should  be 
cut  to  4  per  cent,  effective  next  January  1,  with  total  repeal  as 
of  January  1,  1923.  The  other  transportation  taxes  will  remain 
in  effect  on  the  present  basis  during  1922,  under  the  terms  of 
the  bill.  If  passed  as  submitted,  the  bill  will  go  to  conference 
because  the  House  tax  bill  provided  for  repeal  of  the  transpor- 
tation taxes  as  of  January  1,  1922. 


SWITCHING  TO  AND  FROM  C.  &  E.  I. 

A  raise  in  the  switching  rates  on  interstate  shipments  loaded 
on  the  team  tracks  of  the  C.  &  E.  I.  and  destined  to  points  on 
the  lines  of  other  carriers,  evoked  a  protest  from  the  Chicago 
Board  of  Trade  which  resulted  in  the  suspension  of  supplements 
3  and  4  to  C.  &  E.  I.  tariff  I.  C.  C.  3241.  The  raise  contemplated 
was  from  3  to  3V&  cents  a  hundred  pounds  on  all  traffic  except 
dairy  products,  and  according  to  F.  E.  Webster,  assistant  general 
freight  agent  of  the  C.  &  E.  I.,  who  testified  at  the  hearing  on 
I.  and  S.  1361,  before-  Examiner  Wilson  in  Chicago,  September 
21,  would  merely  place  the  switching  rates  on  that  line  on  a 
parity  with  those  on  the  other  lines  within  the  inner  zone  of 
the  Chicago  switching  district.  A  number  of  these  roads,  he 
said,  did  not  open  their  team  tracks  to  other  lines  at  all,  except 
on  the  payment  of  the  regular  Illinois  distance  rates,  which  were 
considerably  in  excess  of  the  charge  the  C.  &  E.  I.  proposed  to 
make.  In  conjunction  with  the  switching  rate  raise  it  was  pro- 
posed to  raise  the  minimum  weight  from  45,000  to  60,000  pounds. 

Mr.  Webster  insisted  that  the  new  rates  would  not  affect 
inbound  shipments,  because  the  C.  &  E.  I.  team  tracks  were  al- 
ready closed  to  such  traffic  coming  from  other  lines.  J.  S.  Brown, 
manager  of  the  transportation  department  of  the  Chicago  Board 
of  Tra«e,  disagreed  with  Mr.  Webster  on  the  latter  point,  saying 
that  under  the  tariffs  of  the  C.  &  E.  I.  it  was  possible  for  inbound 
shipments  destined  to  team  tracks  of  other  trunk  lines  to  be 
reconsigned  to  the  team  tracks  of  the  C.  &  E.  I.  on  the  payment 
of  the  3-cent  charge.  The  raise  in  rate  and  minimum  would  cause 
hardship  to  shippers  of  grain,  grain  products  and  hay,  he  said. 
He  also  called  attention  to  the  fact  that  the  team  tracks  of  the 
C.  &  E.  I.  at  33d  street  and  Normal  avenue,  Chicago,  were  open 
to  inbound  traffic  from  other  lines  "by  special  arrangement" 
according  to  the  tariff.  Mr.  Webster  insisted,  however,  that  the 
only  special  arrangement  the  C.  &  E.  I.  would  consider  at  this 
team  track  would  be  the  payment  of  the  full  Illinois  distance 
scale  rates. 


LOANS  TO   RAILROADS 

Loans  under  section  210  have  been  made  by  the  Treasury 
as  follows:  International  &  Great  Northern  Railway  Company 
receiver,  $194,300;  National  Railway  Service  Corporation  (acct. 
New  Orleans,  Texas  &  Mexico  Railway  Company),  $926,000;  the 
New  York,  New  Haven  &  Hartford  Railroad  Company,  $3,000,- 
000. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  :n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se«-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  Birvlct  Corporation,  Colorado  Building,  Washington,  DC 


Sale  of  Unclaimed  or  Refused  Freight 

Illinois. — Question:  We  have  a  claim  against  the  American 
Railway  Express  Company  for  the  value  of  a  shipment,  the 
ownership  of  which  was  in  dispute  between  the  shipper  and  the 
consignee.  The  claimant  is  also  the  shipper,  who  returned  these 
goods  to  the  manufacturer  at  New  York.  The  manufacturer 
refused  them  and  the  matter  was  taken  through  the  court  and 
the  shipper  was  obliged  to  pay  for  the  goods.  He  then  made 
demand  upon  the  express  company  for  the  return  of  the  goods, 
but  in  the  meantime  they  had  been  sold  for  charges,  after  the 
express  company  claims  to  have  made  repeated  requests  loi 
disposition  which  the  claimants  state  they  never  received. 

The  point  we  would  like  to  have  cleared  up  to  our  satisfac- 
tion is  what  the  law  is  in  the  state  of  New  York  on  the  sale  of 
refused  or  unclaimed  property.  The  shipment  was  delivered  to 
the  express  company  on  April  21,  1920,  and  was  sold  on  August 
22,  1920.  Were  they  within  their  legal  rights  in  disposing  of 
the  property  within  that  time?  As  this  was  an  interstate  ship- 
ment, the  state  law  may  not  govern;  if  so,  is  the  matter  governed 
entirely  by  the  express  company's  classification  and  tariffs,  and 
what  is  the  ruling  governing  the  sale  of  refused  or  unclaimed 
freight? 

Answer:  There  being  no  federal  statute  governing  the  sale 
of  refused  or  unclaimed  freight,  the  provisions  of  the  New  York 
statutes  applicable  thereto  will  govern  the  liability  of  the  carrier. 
We  are  not  familiar  with  the  provisions  of  the  New  York  stat- 
utes and  therefore  cannot  advise  you  whether  the  carrier  com- 
plied therewith  before  disposing  of  the  goods.  The  courts,  how- 
ever, as  a  rule  hold  that  such  statutes  must  be  strictly  complie 
with  by  the  carrier,  in  order  to  avoid  liability  for  an  unlawful 
sale  of  goods  intrusted  to  it  for  transportation. 

Delay — Measure  of  Damages 

Illinois. — Question:  The  writer  has  noted  with  interest  your 
reply  to  "Michigan"  on  page  426  of  issue  of  August  27  of  The 
Traffic  World,  with  reference  to,  first,  measure  of  damage  for 
delay,  and,  second,  measure  of  damage  for  injury  to  shipment 

It  has  been  the  writer's  understanding  that  the  true  measure 
of   damage,  for  which   a  carrier   is   liable,   is   the   difference  i 
the  amount  for  which  shipment  would  have  sold  had  it  arrived 
when  due  and  in  good  condition,  as  against  the  amount  realized. 

We  handle  only  perishable  freight  and  would  appreciate 
advice  whether  or  not  the  first  part  of  your  reply  has  reference 
to  market  decline  only,  excluding  deterioration.  We  note  c:iiv- 
fully  what  you  consider  the  proper  measure  of  damage  for  which 
a  carrier  is  liable  in  case  of  injury.  Are  we  to  understand  t 
this  takes  in  market  decline,  as  well  as  deterioration,  or  de- 
terioration only? 

In  your  opinion,  should  there  be  two  counts  in  a  claim  (that 
is,  providing  there  was  any  market  decline),  one  for  difference! 
in  market  on  the  date  car  or  shipment  was  due  to  arrive,  and 
that  when  it  did  arrive,  and  another  count  taking  in  the  dif- 
ference between  the  sale  realized  or  what  would  be  considered 
the  uninjured  portion  of  the  shipment,  and  that  realized  on  Un- 
balance? 

In  the  following  instance,  which,  in  your  opinion,  is  the  cor- 
rect way  claim  should  be  filed? 

Market  August   17,   when    car    was   due,   $3   per  _  crate,  3 
crates  at  $3  per  crate — $960  value  of  car  that  date.     Did  sell  on 
arrival,  August  20,  three  days'  delay,  slightly  deteriorated,  for 
$700,  or  a  loss  of  $260,  or: 

Market  date  car  arrived  $4  per  crate,  320  crates  at  $4  pri 
crate — $1,280,  and  did  sell  account  condition  for  $700,  or  a 
of  $580. 

Answer:     If  the  shipper  has  been  injured  by  reason  of  tl 
goods  having  been  damaged  in   transit  through  the  neglig* 
of  the  carrier,  in  addition  to  having  sustained  a  loss  by  reason 
of  a  decline  in  the  market  price,  owing  to  negligent  delay  or 
the  part  of  the  carrier  in  the  transportation  of  the  shipment,  lit 
may  recover  the  full  amount  of  his  damage,  both  of  these  factor 
being  elements  entering  into  the  measure  of  his  damages. 
Reconsignment  After   Placement 

Pennsylvania. — Question:    With  reference  to  your  opinion  ir 
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Camphuis  &  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 


HOUSTON,  TEXAS 

Biny  on-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

300,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


North  China 
Line 

(Columbia  Pacific  Shipping  Company) 
&  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku    Bar), 

Chinwangtao  and  Dairen 
Vessels  also  call  at  Yokohama  and  Kobe 

Sailing!  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamers) 

SS  "WEST  KEATS"  October  10 

SS  "WEST  NIVARIA"  October  31 

SS  "VINITA"  November  21 

SS  "WEST  KADER"  December  12 

Transhipment  at   Shanghai   to   American    River   steamers   for 

Nanking.    Pukow,    Hankow    and    other    open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 

Board  of  Trade  Building,  Portland,  Oregon 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General  Storage  —  Re-Consigning  —  Distributing,  Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track  Connections  with  all  Railroads  and  Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 

Phone    No.  4883  SAVANNAH,     GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER,  NEW  YORK 


General  Storage 


Carload  Distribution 


Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 


GENERAL  STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  CspiUl 
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shipment  of  lumber  reconsigned  after  placement,  page  484,  issue 
of  September  3,  1921. 

Believe  you  are  wrong  in  your  interpretation  of  this  case. 
The  Commission  has  ruled  that  it  is  unreasonable  for  carriers 
to  fail  to  make  provision  so  cars  may  be  reconsigned  after  place- 
ment if  shipment  has  not  been  accepted. 

The  new  rule  12  provides  that  where  shipment  has  not  been 
accepted  or  possession  taken  it  may  be  reconsigned,  in  the  same 
direction  or  where  no  back  haul  is  involved,  at  the  through  rate. 
Therefore,  we  see  no  reason  why  carriers  should  not  have  re- 
consigned  the  shipment  in  question  at  through  rate  and  believe 
they  are  liable  for  the  protection  thereof  and  consignee  or  ship- 
per may  recover  the  amount  of  overcharge. 

Answer:  It  is  true  that  at  the  present  time  rule  12  of  the 
reconsigning  tariff  provides  that  if  a  car  has  been  placed  for 
unloading  on  a  public  delivery  track,  but  has  not  been  unloaded 
or  accepted  by  consignee  or  owner  it  will  be  subject  to  rule  10. 
However,  this  provision  was  not  published  until  June  1,  1921, 
while  the  shipment  in  question  moved  in  December,  1918. 

Consignee's    Right    of    Inspection    on    Shipment    on    Order-Notify 
Bill   of   Lading 

Maryland. — Question:  Some  time  ago  we  made  a  shipment 
consisting  of-  a  carload  of  perishable  products  consigned  to  our 
order,  notify  customer  in  the  west.  Upon  arrival  of  the  car  he 
made  an  inspection  of  the  contents  without  any  authority  what- 
soever, or  before  paying  the  draft,  and  refused  to  accept  it.  It 
was  necessary  for  us  to  act  quick  in  view  of  the  perishable 
nature  of  the  commodity  and  place  car  with  a  customer  in  an- 
other city.  As  a  result  of  a  decline  in  the  market,  we  were 
forced  to  stand  a  loss  of  $1,300,  for  which  claim  is  now  pending 
against  the  railroad. 

Please  give  you  views  as  to  whether  or  not  the  railroad  is 
responsible  for  permitting  an  inspection  of  the  contents  of  this 
car  without  permission  having  been  indorsed  on  the  bill  of  lading, 
bearing  in  mind  that  actual  damages  in  the  case  were  sustained 
as  a  result  of  the  manner  in  which  this  shipment  was  handled  at 
first  destination. 

Answer:  If  the  basis  of  the  contract  of  sale  is  that  goods 
are  to  be  accepted  by  the  consignee  without  the  right  of  inspec- 
tion and  the  consignee,  with  or  without  the  permission  of  the 
carrier,  inspects  the  goods  and  then  rejects  the  same,  he  is  liable 
to  the  consignor  for  breach  of  contract  and  the  carrier,  in  the 
event  it  permits  an  inspection  in  violation  of  the  bill  of  lading 
agreement  not  to  allow  inspection,  is  liable  for  such  damages  as 
result.  Such  damages,  however,  must  be  proved  with  certainty 
and  cannot  be  presumed.  This  has  the  effect  of  placing  upon  the 
shipper  the  burden  of  proving  damage  to  the  freight  itself  as  a 
direct  result  of  the  inspection  or  of  proving  that  the  rejection 
of  the  goods  by  the  consignee  was  the  direct  result  of  the  car- 
rier's action  in  allowing  the  consignee  to  inspect  the  goods,  which 
is  practically  impossible  of  proof. 

Therefore,  unless  you  can  prove  actual  damage  to  the  goods 
and  not  merely  that  the  consignee  refused  to  accept  the  goods, 
we  are  of  the  opinion  that  there  is  very  little  likelihood  of  your 
being  able  to  recover  from  the  carrier  the  loss  you  sustained 
by  reason  of  the  decline  in  the  market  on  the  price  of  the  goods 
in  question. 

Overcharges — Time   Within   Which  to   File   Suit 

Illinois. — Question:  Recently  we  discovered  that  we  had 
been  overcharged  on  several  freight  shipments  which  moved 
during  the  years  of  1911,  1912  and  1913  from  our  Brooklyn,  N.  Y., 
factory  to  various  points  in  the  states  of  New  York,  Virginia 
and  Massachusetts.  We  entered  claims  with  the  originating  car- 
rier, who  has  declined  to  handle,  claiming  that  they  are  outlawed 
by  the  statute  of  limitations. 

Can  you  advise  us  the  time  limit  for  filing  straight  over- 
charge claims  in  the  above  states  and  whether  or  not  the  car- 
riers are  correct  in  refusing  to  honor  our  claims? 

Answer:  In  accordance  with  Hubbell's  Legal  Directory,  the 
time  for  filing  suits  for  overcharge  in  freight  rates  is  six  years 
in  New  York  and  Massachusetts  and  three  years  in  Virginia. 
It  is  a  fundamental  principle  of  law  that  remedies  are  to  be  gov- 
erned by  the  laws  of  the  country  where  the  suit  is  brought,  and 
therefore  the  statute  of  limitation  of  the  place  where  the  action 
is  brought  and  the  remedy  is  sought  to  be  enforced  and  not  the 
place  where  the  contract  is  made  or  the  cause  of  action  arises 
or  where  the  plaintiff  resides,  is  the  one  which  controls,  in  the 
event  of  conflict  of  laws.  Therefore,  apparently  the  claims  in 
question  are  barred  by  the  statutes  of  the  states  in  question. 

Reconsignment   After   Placement 

Ohio. — Question:  Will  you  kindly  advise  your  opinion  on  the 
following  question?  Carload  cement  shipped  from  point  in  C. 
P.  A.  territory  to  another  in  C.  P.  A.,  no  reconsigning  order  re- 
ceived until  car  was  placed  constructively.  Car  interchanged  at 
junction  point,  but  was  not  moved  from  interchange  tracks  on 
account  of  congestion  at  first  destination.  Can  car  be  recon- 
signed to  second  destination  at  through  rate? 

Answer:  Rule  12  of  the  Uniform  Reconsigning  Rules  pro- 
vides that  if  a  car  has  been  placed  for  unloading  at  original  billed 
(lest ination  and  rpforwarded  therefrom  without  being  unloaded 


to  a  point  outside  of  the  switching  limits,  it  will  be  subject  to 
the  published  rates  to  and  from  the  point  of  reconsignment  plus 
the  reconsigning  charge. 

No  definition  of  the  term  placement  is  contained  in  the  re- 
consigning  rules,  but  we  are  of  the  opinion  that  the  term  includes 
constructive  placement  as  well  as  actual  placement,  and  thai, 
therefore,  the  through  rate  from  origin  to  the  second  destination 
is  not  applicable  on  the  shipment  in  question. 

Notice  of  Claim — What  Constitutes 

Chicago. — Question:  A  carload  shipment  made  in  May,  1920, 
checked  short  two  boxes.  Consignee  claimed  he  notified  us  of 
shortage  on  arrival  of  car  at  destination,  which  notice  never 
reached  us,  as  his  letter  evidently  went  astray.  It  was  not  until 
a  year  after  car  moved  that  we  learned  of  this  shortage,  and 
claim  was  filed  with  carrier  immediately  upon  the  receipt  of  this 
knowledge. 

Carrier  declined  our  claim  on  the  grounds  that  it  was  not 
filed  within  the  time  limit  set  forth  in  section  3,  paragraph  3,  of 
the  uniform  bill  of  lading.  Our  investigation  brought  out  the 
fact  that  consignee  signed  delivery  receipt  as  checking  two  boxes 
short  and  that  carrier  had  a  record  of  this  exception  in  their 
O.  S.  &  D.  Bureau. 

Is  carrier  right  in  standing  on  bill  of  lading  provision  in 
view  of  the  record  on  their  delivery  receipt  and  in  their  O.  S.  &. 
D.  Bureau? 

Answer:  The  decisions  of  the  courts  as  to  what  constitutes 
notice  of  claim  are  not  at  all  uniform.  It  has  been  held,  how- 
ever, that  where  the  carrier's  agent  inspected  a  damaged  ship- 
ment and  indorsed  the  result  of  the  inspection  on  the  freight 
receipt  and  presumably  delivered  the  receipt  to  higher  officials 
there  was  sufficient  notice  of  claim  in  writing  under  the  uniform 
bill  of  lading.  See  E.- H.  Emery  &  Co.  vs.  Wabash  R.  R.  Co., 
166  N.  W.  600.  There  are  also  decisions  to  the  contrary.  See 
Taft  &  Vandyke  vs.  K.  C.  I..  R.  Co.,  93  S.  E.  752. 

Claims — Notice  of 

New  York. — Question:  On  August  4,  1920,  we  made  a  ship- 
ment to  a  customer  which  was  signed  for  in  good  condition  at 
point  of  origin.  However,  upon  arrival  at  destination  one  < 
was  found  to  be  broken  open  and,  upon  the  goods  being  checked 
up  against  the  consignee's  invoice,  there  were  some  items  miss 
ing,  an  indorsement  to  this  effect  being  made  on  the  paid  freight 
bill  and  also  indorsement  made  that  the  waybill  was  marked 
in  bad  order  on  the  previous  day. 

Through  a  misunderstanding  claim  was  not  actually  filed 
until  May  11,  which  was  promptly  declined  on  the  ground  that 
it  was  not  filed  in  accordance  with  the  bill  of  lading  require- 
ments. 

Since  this  shipment  was  in  apparent  bad  order,  contents 
checked  against  consignee's  invoice  and  indorsement  not  only 
made  on  the  expense  bill,  but  also  on  the  waybill  at  the  time 
of  delivery,  our  contention  is  that  this  is  one  of  the  exceptions 
noted  in  the  third  paragraph  of  section  3  of  the  old  bill  of 
lading  conditions,  under  which  a  notice  of  intention  to  file  claim 
was  not  required,  nor  is  it  necessary  to  file  a  claim  within  six 
months'  time,  as  this  is  a  shipment  that  was  unquestionably 
damaged  while  being  loaded  or  unloaded  or  damaged  in  transit 
by  carelessness  or  negligence  on  the  part  of  the  carrier. 

Kindly  advise  if  we  are  not  correct  in  our  contention  and 
quote  us  any  decision  that  would  sustain  our  case  and  enable  us 
to  make  collection  from  the  carrier  for  this  loss. 

Answer:  There  are,  as  yet,  but  one  or  two  decisions  of  the 
courts  which  pass  upon  the  question  as  to  whether  notice  of 
claim  is  necessary  when  the  damage  is  caused  by  the  negligence 
of  the  carrier.  See  Hailey  et  al.  vs.  I.  S.  L.,  253  Fed.  569,  and 
Mann  vs.  F.  &  E.  Transportation  Co.,  96  S.  E.  731.  The  carriers 
take  the  position  that  claims  for  loss  of  goods  in  transit  do  not 
fall  within  the  exceptions  to  section  3,  paragraph  3,  of  the 
uniform  bill  of  lading.  Whether  or  not  they  do  has  not  been 
definitely  decided,  although  in  the  two  cases  referred  to  above 
no  distinction  is  made  between  damage  resulting  from  delay  and 
damage  resulting  from  the  loss  of  property  shipped. 

Application  of  Intermediate  Clause 

Wisconsin. — Question:  Davis'  I.  C.  C.  No.  A-18,  naming  class 
and  commodity  rates  from  Trunk  Line  territory  to  St.  Paul, 
Minn.,  and  other  western  points,  on  page  153,  carries  an  inter- 
mediate application  which  reads,  that  "the  rate  to  a  station  lo- 
cated directly  between  two  stations  of  destination  to  which  dif- 
ferent rates  are  named,  will  be  the  same  as  to  the  one  of  the 
two  stations  between  which  it  is  directly  located  to  which  the 
higher  rate  is  named." 

Point  A  is  located  on  both  roads  X  and  Y,  the  Official  Guide 
showing  that  both  lines  enter  the  same  station.  While  the  rate 
to  A  is  carried  in  another  tariff,  there  is  a  rate  named  in  this 
tariff  to  A  using  the  rate  to  B  via  road  Y  as  a  maximum. 

Point  C,  located  on  road  X,  is  accorded  the  St.  Paul  rate, 
which  is  different  than  the  rate  to  B  or  A. 

Taking  the  above  into  consideration,  would  not  a  shipper  lo- 
cated on  road  X,  intermediate  to  C,  be  entitled  to  the  C  rate? 
There  is  nothing  in  the  intermediate  clause  which  says  th;n  ill 
three  points  must  bo  on  the  same  railroad,  or  thai  the  trn 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
•nd 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St».  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  aptly 

804-H  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  M6  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South.    American  S-S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

Under  American  F/o«  PASSF.NGERS  AND  FREIGHT  E,lahll,hed  I  HI 

TRANS-PACIFIC  SERVICE 

"The  Sunthine  Belt  to  the  Orient" 

San  FraneUco  to  Honolulu.  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot,  steamers  S.  S. 
Empire  State  (October  1st);  S.  S.  Hootier  State  (October 
12th):  S.  5.  Golden  State  (November  5thV 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saifon, 

Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamers  S.  S. 
Wolverine  State  (October  15th);  S.  S.  Granite  State  (No- 
vember 15th);  S.  S.  Creole  State  (December  17th). 

PANAMA  SERVICE 

San  FrancUco  to  Mexico,  Central  America  and  Canal  Zone 

Passengers  and  freight  sailings  every  10  days 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 
S.  S.  Colombia  sails  from  San  Francisco  October  5th 

S.  S.  Ecuador  sails  from  Baltimore  October  19th 
S.  S.  Venezuela  sails  from  San  Francisco  October  25th 

S.  S.  Colombia  sails  from  Baltimore  November  8th 

Also  four  Class  A I  steel  steamers  (freight  only)  with  additional  calls  at 

San  Juan  (Porto  Rico).  Jacksonville.  Savannah.  Norfolk 

Through  bill*  of  lading  Iteued  to  and  from  points  beyond  porte  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
General  Paitenger  and  Ticket  office.-  621  Market  St.,  San  Francisco 

General  Office*:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


PORT  ARTHUR 
I  ROUTE 


ANNOUNCEMENT 


PORT  ARTHUR 
ROUTE 


Arrangements  have  been  made  for  this  space  by 

THE  KANSAS  CITY  SOUTHERN  RAILWAY 

for  the  purpose  of  giving  information  regarding  this  line  which 
will  be  interesting  and  instructive. 

It  will  be  our  purpose  to  keep  you  informed  of  our  service, 
our  important  connections,  the  territory  we  reach,  our  system 
of  tracing,  our  efforts  to  protect  your  shipments  while  in  our 
care,  and  to  merit  your  patronage. 

Each  issue  will  contain  information  of  interest  to  the  Indus- 
trial Traffic  Manager  and  the  Shipping  Public. 


H.  A.  WEAVER,  G.  F.  A. 

Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice  President 

Kansas  City,  Mo. 
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must  pass  through  the  first  named  station.  The  only  require- 
ments, as  we  read  this  clause,  are  that  the  intermediate  station, 
must  be  located  between  two  stations,  and  that  different  rates 
must  be  in  effect  to  each  of  these  stations. 

Answer:  You  have  not  fully  quoted  the  intermediate  clause 
on  page  153  of  F.  S.  Davis'  I.  C.  C.  A-18,  which  reads:  "Except 
as  otherwise  provided  in  section  4  of  this  tariff  to  any  station 
of  destination  to  which  a  specific  rate  is  not  named,  which  sta- 
tion is  located  directly  between  two  stations  of  destination  to 
which  different  rates  are  named,  the  rate  will  be  the  same  as 
to  the  one  of  the  two  stations  between  which  it  is  directly  lo- 
cated to  which  the  higher  rate  is  named." 

Inasmuch  as  there  are  specific  rates  to  A  published  in  F.  S> 

Davis'  I.  C.  C.,  the  B  rate  cannot  be  applied.     Therefore,  in  the 

absence  of  rates  to  A  in  F.  S.  Davis'  I.  C.  C.  A-18,  the  rate  to 

C  cannot  be  applied  to  points  on  road  X  intermediate  to  A  and  C. 

Routing — Terminal    Delivery    Must    Be    Specified    if    Desired 

Arizona. — Question:  Please  advise  your  opinion  regarding  re- 
covery of  an  overcharge  occurring  as  follows:  Intrastate  move- 
ment, state  of  California.  Road  A  from  point  of  shipment  has 
through  rate  to  point  of  destination,  but  does  not  make  delivery 
to  consignee's  plant,  which  is  located  on  road  B's  track,  which 
makes  terminal  delivery.  Our  bills  of  lading  were  routed  A.  & 
B.  A.  &  B.  have  five  freight  connections  or  junctions,  four  in- 
termediate, and  one  at  point  of  delivery,  but  no  joint  rates  be- 
tween origin  and  delivery  points. 

A  makes  delivery  to  B  about  forty  miles  short  of  delivery 
point,  compelling  us  to  pay  A  the  same  rate  to  junction  with  B, 
as  also  applied  to  point  of  destination;  B  also  collected  their 
local  from  junction  with  A  to  destination. 

Answer:  In  so  far  as  interstate  shipments -are  concerned, 
the  Commission  has  held  that  it  is  the  duty  of  the  initial  line 
to  turn  a  shipment  over  to  the  connecting  line  specified  in  the 
bill  of  lading  for  a  line  haul,  unless  terminal  delivery  by  that 
line  is  specified  in  the  bill  of  lading.  See  Fechheimer  Steel  & 
Iron  Co.  vs.  Pa.  R.  R.,  51  I.  C.  C.  183.  We  are  not  familiar  with 
the  rules  governing  intrastate  shipments  in  California. 
Damages — Deduction  of  Freight  Charges 

Michigan. — Question:  In  June,  1921,  an  80,000  capacity  car 
was  loaded  with  80,000  pounds  of  wheat  and  shipped  to  destina- 
tion, freight  charges  prepaid.  Upon  arrival  at  destination  the 
car  was  found  to  be  leaking  and  checked  short  2,070  pounds. 

Claim  was  filed  for  the  amount  of  this  shortage,  together 
with  freight  charges  on  the  shortage  of  2,070  pounds.  Carrier 
has  evinced  willingness  to  pay  the  amount  of  the  shortage,  but 
refuse  refund  of  the  freight  charges  on  same.  For  their  reason 
for  refusal,  they  state  that  if  they  make  refund  of  this  amount 
it  would  be  the  same  as  assessing  charges  on  only  77,930  pounds, 
which  would  have  the  effect  of  bringing  the  weight  below  the 
prescribed  minimum,  whicih,  of  course,  is  the  marked  capacity 
of  the  car,  or  80,000  pounds. 

We  contend  that  tariff  regulations,  prescribing  the  minimum 
weight  were  complied  with  when  80,000  pounds  was  loaded  in 
the  car,  and  the  loss  of  2,070  pounds  being  the  fault  of  the  car- 
rier, they  should  make  refund  of  the  freight  charges  on  this 
amount.  We  might  add,  too,  that  the  shipment  was  transported 
under  the  rules  and  regulations  named  in  Kelly's  freight  tariff 
245.  Kindly  let  us  have  a  ruling. 

Answer:  As  under  the  McCaull-Dinsmore  case,  a  carrier 
is  liable  for  the  market  value  of  the  freight  at  destination,  un- 
paid freight  charges  should  be  deducted  from  this  amount,  for 
the  reason  that,  while  the  shipper  is  not  bound  to  pay  freight 
where  the  carrier  fails  to  perform  his  obligation  to  deliver  in 
good  condition,  yet  the  shipper  should  not  have  the  advantage 
of  the  increased  value  of  the  goods  due  to  their  transportation, 
and  is  entitled  only  to  the  net  value  at  destination.  If  the  freight 
charges  have  been  paid,  the  value  of  the  property  at  destination 
without  reference  to  such  charges  is  the  basis  of  recovery. 
(1)  Combination  Rates — Application  of  One  Increase  Under  Gen- 
eral Order  28  to.  (2) Overcharges— Claims  for  Shipments 

Moving     During     Period    of    Federal    Control — Time    Within 

Which  to   File 

West  Virginia. — Question:  Has  it  as  yet  been  ruled  that 
Kelly's  I.  C.  C.  US-1  is  applicable  for  constructing  combination 
rates  on  lumber,  carloads,  regardless  of  whether  the  tariffs  on 
file  with  the  Interstate  Commerce  Commission  naming  the  in- 
termediate rates  makes  specific  reference  therto?  If  not,  is  not 
this  question  receiving  the  consideration  of  the  Commission? 

Also,  is  it  permissible  at  present  for  the  railroad  companies 
to  accept  claims  for  straight  overcharges  on  shipments  that 
moved  during  the  period  of  federal  control?  If  so,  on  what 
authority? 

Answer:  We  know  of  no  ruling  such  as  you  refer  to,  nor 
is  the  question  receiving  the  consideration  of  the  Commission, 
so  far  as  we  are  aware. 

It  has,  however,  been  recently  held  that  where  one  of  the 
tariffs  used  in  making  combination  rates  on  through  shipments 
contains  a  rule  that  such  rates  will  be  subject  to  the  increase 
but  once,  there  is  a  holding  out  to  the  shipper  of  the  rate  so 
constructed  which  the  carrier  should  protect.  Sligo  Iron  Store- 
Co,  vs.  Western  Maryland  Ry.  Co.,  62  I.  C.  C.  643. 


In  accordance  with  Accounting  Circular  No.  157-B,  claims 
for  overcharges  on  shipments  that  moved  during  the  period  of 
federal  control  sould  have  been  filed  on  or  before  September 
1,  1921. 

Demurrage  Resulting  from  Embargo 

In  our  answer  to  "Missouri"  on  page  378  of  the  August  20, 
1921,  issue  of  The  Traffic  World,  we  referred  to  the  Commis- 
sion's opinion  in  Cleveland  Cooperage  Co.  vs.  Director-General 
et  al.,  57  I.  C.  C.  423.  A  case  more  directly  in  point  is  the  Com- 
mission's opinion  in  Atlantic  Refining  Co.  vs.  Director-General 
and  Pennsylvania  R.  R.  Co.,  57  I.  C.  C.  627. 

Damages — Measure  of 

Louisiana. — Question:  Would  appreciate  your  opinion  as  to 
the  carrier's  liability  under  the  following  circumstances: 

Car  of  flour  shipped  December  29,  1920,  to  order  of  shipper, 
notify  consignees;  arrived  here  at  New  Orleans,  January  11, 
1921,  consignees  notified  same  date. 

In  accordance  with  standing  instructions  to  railroad,  flour 
was  unloaded  into  their  warehouse  on  the  date  of  arrival.  The 
consignees,  however,  did  not  accept  draft  from  bank  until  Janu- 
ary 25,  1921,  on  which  date  they  surrendered  the  original  bill 
of  lading  to  the  carriers,  and  commenced  accepting  delivery. 

Shipment  had  checked  out  362  98-pound  sacks  of  flour,  water 
damaged,  which  was  rejected  by  the  consignees,  who  were 
actually  brokers,  and  had  no  means  of  disposing  of  the  flour  in 
its  damaged  condition.  Claim  for  the  damaged  proportion  was 
filed  with  the  carriers  on  January  31,  1921,  in  an  amount  of 
$1,954.50,  invoice  value. 

The  consignees  have  contended  that  a  representative  of  the 
railroad  notified  them  on  or  about  January  12  that  the  car 
checked  out  362  bags  water  damaged,  and  that  they  (the  con- 
signees) informed  the  railroad's  representative  immediately,  or 
in  the  course  of  same  conversation,  that  they  would  have  to 
reject  the  damage,  account  of  their  inability  to  handle.  No  con- 
firmation of  this  conversation  was  made  by  either  party.  The 
flour  was  sold  by  the  railroad  on  April  8,  1921. 

The  railroad  has  now  taken  the  position  that  they  are  liable 
to  the  consignees  for  the  market  value  of  this  flour,  on  the  date 
bill  of  lading  was  surrendered,  i.  e.,  January  25,  1921,  account 
the  consignees  having  no  documental  evidence  to  show  that  they 
actually  rejected  the  flour  on  January  11  or  12,  and  their  own 
representative  refusing  to  acknowledge  such  conversation  having 
transpired.  This  would  result  in  a  loss  of  approximately  $2  per 
barrel  to  the  consignees. 

The  consignees  maintain  that  the  flour  was  sold  them  under 
contract,  and  that  it  actually  became  their  property  when  loaded 
into  cars  at  point  of  origin,  where  clean  bill  of  lading  was  given 
by  the  carriers.  They  further  contend  that  the  market  valua- 
tion has  no  bearing  in  this  instant  case,  account  of  existing 
contract,  and  that  their  action  in  delaying  surrender  of  bill  of 
lading  would  not  entitle  the  railroads  to  adjust  claim  on  basis 
of  the  market  value  of  shipment  on  date  bill  of  lading  was  sur- 
rendered, but  would  confine  adjustment  to  basis  of  invoice. 

We  might  also  mention  that  it  has  been  the  policy  of  con- 
signees during  the  past  eight  to  ten  years  to  permit  shipments 
consigned  to  shippers'  order,  their  account,  to  remain  in  rail- 
road's warehouse  indefinitely,  before  surrendering  bills  of  lading. 

If  you  can  cite  any  legal  authority  bearing  on  this  specific 
case,  we  would  thank  you  to  do  so.  The  railroad  is  demanding 
that  the  consignees  accept  adjustment  on  the  basis  named  herin, 
whereas  consignees  refuse.  Due  to  the  question  of  veracity  aris- 
ing, through  the  allegations  of  consignees  to  have  received  ad- 
vice of  the  damage  existing  on  January  11  or  12,  while  the  rail- 
road's representative  contends  no  such  information  was  given. 
nor  advice  received  from  consignees  of  their  intention  to  reject 
damaged  portion  until  surrender  of  bill  of  lading,  the  railroad 
has  intimated  they  would  split  fifty-fifty  the  difference  between 
the  invoice  value  and  the  market  value  on  date  lading  was 
surrendered,  with  a  view  of  disposing  of  the  claim.  The  con- 
signees believe  this  is  an  acknowledgment  of  liability  and  have 
asked  for  the  entire  claim,  the  amount  they  have  actually  lost. 

Answer:  Under  the  decisions  of  the  courts,  where  goods 
intrusted  to  a  carrier  are  injured  through  causes  for  which  the 
carrier  is  responsible,  the  owner  of  the  goods  is  entitled  to  re- 
cover the  difference  between  the  value  of  the  goods  at  the  time 
and  place  of  delivery  in  an  uninjured  condition  and  their  value 
in  the  depreciated  condition  in  which  they  were  delivered.  In 
case  of  loss,  the  carrier  is  liable  for  the  market  value  of  the 
goods  at  the  place  of  destination  at  the  time  when  delivery  of 
the  goods  should  have  been  made. 

In  the  instant  case,  while  the  goods  arrived  at  destination 
on  January  11,  delivery  was  not  actually  made  until  January  25, 
as  the  liability  of  the  carrier,  at  least  as  a  warehouseman,  for 
loss  of  or  damage  to  the  goods  extended  until  actual  delivery 
was  made.  See  Sou.  Ry.  Co.  vs.  Prescott,  240  U.  S.  632. 

None  of  the  cases  which  we  have  examined  cover  such  a 
state  of  facts  as  the  present  case,  and  therefore,  in  the  absence 
of  court  decisions,  fixing  the  time  at  which  the  market  value  at 
destination  is  to  be  determined,  where  goods  are  not  accepted 
immediately  upon  arrival,  but  are  stored  by  the  carrier  under 
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INDUSTRIAL  SITES 

THE  PORT  OF  TACOMA  has  set  aside  several 
acres  of  its  waterfront  properties  for  long-time  leases. 
These  tracts  are  exempt  from  all  taxes  and  the  yearly 
rental  charges  are  based  on  6  per  cent  of  the  actual 
costs.  They  are  adjacent  to  fresh  water,  light  and  power 
lines  and  may  be  connected  with  transcontinental  and 
street  railway  trackage. 

For  further  information  apply  to 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


SHIP*    THROUGH    THE 

Port  of  Los  Angeles 

The  Port  of  Los  Angeles  is  nearer  to  more  of  the  great  producing  and  con- 
suming centers  of  the  United  States  than  any  other  Pacific  Coast  port.  It  is 
served  by  transcontinental  railroads  that  are  open  to  traffic  the  year  round. 

Steamship  Service  to  All  Parts  of  the  World 


A  Harbor  Made  to  Order 


A  safe  harbor  for  any  size  vessel,  accessible  in  any 
weather. 

No  bar  to  cross;  48  feet  depth  at  low  tide  at 
entrance  to  the  harbor. 

Quiet  anchorage  within  five  minutes  from  the  open 
sea.  United  States  Government  has  expended  more 
than  $6,000,000  on  Port  improvements  and  is  now 
expending  more  than  $1,000,000  additional. 

City  of  Los  Angeles  has  expended  $5,500,000  for 
improvements,  is  now  making  further  important  im- 
provements with  an  additional  appropriation  of 
$4,500,000,  and  has  voted  a  new  $4,800,000  bond  issue 
for  still  further  development  work. 

Lowest  port  charges  of  any  Pacific  Coast  port. 


More  than  2V&  miles  of  municipal  wharf  frontage, 
including  some  of  the  finest  port  facilities  in  Amer- 
ica. Also  nearly  five  miles  of  privately-owned 
wharves. 

Five  municipal  transient  sheds,  with  9,750,000 
cubic  feet  of  storage  space. 

A  six-story  concrete  municipal  warehouse  with  a 
capacity  for  more  than  80,000  tons  of  storage. 

Municipal  Terminal  Railway  connecting  city 
wharves  with  three  transcontinental  railroads  and 
with  the  Pacific  Electric  Railway. 

Municipal  high  density  cotton  compress.  Only  one 
on  the  Pacific  Coast. 


Write  for  further  information 


Board    of    Harbor    Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


624 


THE     TRAFFIC     WORLD 


Vol.  XXVIII,  N...  i:; 


instructions  from  the  consignee,  it  is  not  possible  to  state  posi- 
tively what  is  the  measure  of  the  recovery  of  the  consignee  un- 
der such  circumstances.  We  are  inclined  to  believe,  however, 
that  the  time  of  delivery  and  not  the  time  shipment  arrived  at 
destination  fixes  the  measure  of  damages. 

The  contention  that  the  invoice  value  should  govern  is  not 
well  founded,  for  the  reason  that  a  recovery  of  more  than  the 
market  value  cannot  be  had,  unless  the  carrier  was  advised 
thereof  at  time  shipment  was  delivered  to  it  for  transportation. 
Furthermore,  where  goods  are  shipped  on  an  order-notify  bill 
of  lading,  the  presumption  is  that  the  shipper  has  retained  the 
title  to  the  goods. 


Digest  of  New  Complaints 

„ • 

No.   12704,    Sub.    No.   1.     lola   Cement  Mills   Traffic   Association   et   al. 
vs.  C.  B.  &  Q.  et  al. 

Unjust  unreasonable,  unduly  prejudicial  and  preferential  rates 
on  cement  from  points  in  Kansas  and  Oklahoma  to  stations  in 
Kansas.  Asks  just,  reasonable  and  non-discrimnatory  rates. 

No.   13012,   Sub.    No.   3.     Surpass  Leather  Co.,   New  York,    N.   Y.,   vs. 
Director  General,  as  agent. 

Against  a  rate  of  $4.62%  on  kangaroo  skins  from  San  Francisco 
to  New  York  City  us  unjust  and  unreasonable  because  it  exceeded 
subsequently  established  rate  of  $2.  Asks  reparation. 

No.    13090.      International    Steel    Corporation,    New    York,    N.    Y.,    vs. 
Philadelphia  &  Heading:. 

Unjust,  unreasonable  and  discriminatory  ground  storage  charges 
on  shipments  of  steel  billets  at  Philadelphia  for  export,  detained  on 
account  of  labor  troubles  in  May,  June  and  July,  1920.  Asks 
reparation. 

No.  13091.    M.  E.  Case  Coal  Co.  et  al.,  Peoria,  111.,  vs.  C.  B.  &  O.  et  al. 
Unjust,    unreasonable,    unduly    prejudicial    and    unduly    di.j crimi- 
natory rates  on  bituminous  coal  from  La  Marsh,  111.,  to  GalesbuiR. 
Ill     because  rate  was  not  the  same  as  that  contemporaneously  in 
effect  from  Peoria,  111.,  to  Galesburg,  111.    Asks  reparation. 

No.   13092.     Sloss  Sheffield  Steel  and  Iron  Co.,  Birmingham.  Ala.,   vs. 
Director  General,  as  agent. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  coal 
between  points  in  Alabama  because  of  increase  under  G.  O.  No.  28 
being  applied  to  separate  factors  of  combination  rates.  Asks 
reparation. 

No.   13093.     Malcolm  H.   Reed,   Austin,  Tex.,   vs.  Director  General,   as 
agent. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  cedar  fence  posts  from  Elgin,  Tex.,  to  Rocky  Ford,  Colo.  Asks 
reparation.  ^ 

No.   13094.     Grain  Belt  Mills  Co.,   South   St.   Joseph,   Mo.,   vs.   A.   T.   & 
S.  F.  et  al. 

Unjust,  unreasonable  and  unjustly  discriniinatory  rates  on 
refuse  molasses  or  blackstrap  from  various  points  in  Louisiana  to 
South  St.  Joseph,  Mo.  Asks  reparation. 

No.  13095.     Andersen  Lumber  Co.,  South  Stillwater,  Minn.,  vs.  North- 
ern Pacific  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  door  frames  and  window  frames  in 
carloads  from  South  Stillwater,  Minn.,  to  various  interstate  desti- 
nations, because  defendants  assess  and  collect  rates  and  charges 
which  are  substantially  higher  than  the  rates  and  charges  con- 
temporaneously applied  on  lumber. 

No.   13096.     King-Ryder  Lumber  Co.    Kansas  City,   Mo.,  vs.   Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  shells  from  West  Port  Arthur, 
Tex.,  to  Bon  Ami,  La.  Ask  reparation. 

No.  13097.     Standard  Portland  Cement  Co.,  Charleston,   S.  C.,  vs.  Di- 
rector General,  as  agent. 

Unjust,  unreasonable  and  unlawful  rates  on  coal  from  Carbon 
Hill,  Dora,  Empire  and  Townley,  Ala.,  to  Leeds,  Ala.  Asks  repara- 
tion. 

No.  13098.  Arbuckle  Bros,  et  al..  New  York,  N.Y.,  vs.  Ann  Arbor  et  al. 
Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  sugar  from  New  York,  N.  Y.,  and  points  grouped  therewith,  to 
Chicago,  111..  St.  Paul,  Minn.,  and  Duluth,  Minn.,  and  points 
grouped  therewith,  and  to  the  Ohio  River  crossings  from  Cincin- 
nati to  Cairo,  both  inclusive,  to  the  Missouri  River  territory,  and 
'to  all  points  in  the  states  of  Ohio,  Indiana,  Illinois,  Michigan,  Wis- 
consin, Iowa  and  Minnesota;  also  unjust,  unreasonable,  unduly 
prejudicial  and  preferential  minimum  welgats  on  sugar  from  New 
York,  N.  Y.,  to  various  interstate  destinations.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  minimum  weights 
and  reparation. 

No.    13099.     Producers'   Refining  Co.,   Tulsa,   Okla.,   vs.   M.   K.   &   T.   of 
Texas. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  refined  oil  from  Burkburnett  and  Wichita  Falls,  Tex.,  to 
Gainesville,  Tex.  Asks  just  and  reasonable  rates  and  reparation. 

No.    13100.      R.    R.    Brenner,    Kalamazoo,    Mich.,    vs.    Director   General, 
as  agent,  Michigan  Central  et  al. 

Unjust  and  unreasonable  rates  on  fuel  wood  from  East  Cooper, 
Mich.,  to  Camp  Custer,  Mich.  Asks  cease  and  desist  order  and 
reparation. 

No.   13101.     Southern  Manganese  Corporation,   Anniston,   Ala.,  vs.   Di- 
rector General,   as  agent. 

Unjust  and  unreasonable  rates  on  slag  from  Anniston  to  Gads- 
den  and  Birmingham,  Ala.  Asks  cease  and  desist  order  and 
reparation. 

No.    13102.     Producers'    Refining  Co.,   Tulsa,    Okla.,   vs.    A.    T.    &    S.    F. 
et  al. 

Unjust,  unreasonable  and  unduly  preferential  or  prejudicial 
rates  on  fuel  oil  from  Gainesville,  Tex.,  to  Oklahoma  City,  Okla., 
and  on  naphtha  and  other  refined  products  from  Gainesville  to 
Cushing  and  Ponca  City,  Okla.  Asks  for  just  and  reasonable 
rates. 

No.   13103.     Mitsui  &   Co.,   Ltd.,   New  York,   N.   Y.,  vs.   Director  Gen- 
eral, as  agent,  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  tin  originating  in  China  and  shipped  by  rail  from 
San  Francisco  to  Chicago,  Newark  and  New  York  City.  Asks 
reparation  down  to  the  basis  of  subsequently  established  rate. 

No.  13104.     Brazil  Clay  Co.  et  al.,  Brazil,  Ind.,  vs.  Chicago,  Indianapolis 
&  Louisville  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial and  preferential  rates  on  brick  and  other  burned  clay 
products  from  Attica,  Veedersburg  and  Brazil.  Ind.,  to  destinations 


in  Indiana  as   compared    with    the   rates  from   Danville,   111.     Asks 
just,  reasonable  and  non-discriminatory  rates. 
No.  13105.    Armour  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  condensed  and  evaporated 
milk  from  Bloomer,  Wis.,  to  various  points  in  C.  F.  A.  and  Trunk 
Line  territories.  Asks  reparation. 

No.    13106.      Crookston    Gas    Co.    et   al.,    Crookston,    Minn.,    vs.    Great 
Northern. 

Unjust,  unreasonable,   unjustly  discriminatory  and  unduly  pref- 
erential   and   prejudicial    rates   on   coke    from    St.    Paul,    Minn.,   to 
various  destinations  in  Minnesota.     Asks  reparation. 
No.  13106,  Sub.   No.  1.     Same  vs.  Director  General,  as  agent. 

Same  complaint  and  prayer  as  to  shipments  of  coke  during  fed- 
eral control. 

No.  13107.     National  Live  tSock  Exchange,  Chicago,  vs.  A.  T.  &  S.  F. 
et  al. 

Unjust  and  unreasonable  charges  for  bedding  of  live  stock  cars. 
Asks  for  a  rule  requiring  carriers  to  place  proper  bedding  in  cars 
without  charge  to  shipper  and  to  pay  to  shipper  a  proper  amount 
for  cars  in  which  he  furnishes  bedding  ,and  reparation  of  $300,000. 
No.  13108.  T.  Walter  Hardy,  doing  business  as  Hardy  Salt  Co.,  St. 
Louis,  Mo.,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  salt  moving  intrastate  from 
St.  Ixmis,  Mo.,  to  various  points  in  Missouri.  Asks  reparation. 


FROZEN  MEAT  FOR  EXPORT 

Although  the  rehearing  in  No.  11012,  Swift  &  Co.  vs.  South- 
ern Pacific,  Director-General,  et  al.,  was  requested  by  the  Di- 
rector-General, most  of  the  testimony  at  the  hearing  before 
Examiner  Wilson,  in  Chicago,  September  19,  was  put  in  by  the 
complainants.  The  order  in  that  case  (60  I.  C.  C.  1-4)  awarded 
reparation  to  the  complainant  on  22  cars  of  frozen  meat,  shipped 
from  San  Francisco  to  New  York,  for  export,  in  September  and 
October,  1917.  The  rate  paid  on  these  shipments  was  a  com- 
bination over  Chicago  of  $2.47%,  the  complainants  contending 
that  the  through  export  rate  of  $1.50  should  have  applied,  even 
though  it  was  impossible  to  furnish  a  through  export  bill  of 
lading,  as  prescribed  by  the  tariffs,  on  account  of  war  secrecy. 
The  Commission  did  not  find  that  the  shipments  were  for  ex- 
port, but  did  find  that  the  rate  charged  was  unreasonable  to 
the  extent  that  it  exceeded  $2  and  awarded  reparation  down 
to  that  rate. 

Since  all  the  shipments  moved  before  federal  control,  the 
only  interest  the  Director-General  had  was  in  the  rate  for  the 
future,  which  had  already  been  taken  care  of  by  the  abolition 
of  the  rule  making  necessary  a  through  export  bill  of  lading, 
showing  ultimate  destination,  before  allowing  the  export  rate. 
Rehearing  was  asked,  according  to  the  Director-General,  because 
the  case  was  being  cited  as  proof  that  the  export  rate  was  rea- 
sonable per  se,  which  question,  he  said,  had  never  been  before 
the  Commission.  C.  B.  Ackerman,  of  the  Railroad  Administra- 
tion office,  put  in  a  number  of  exhibits  at  the  hearing,  consisting 
of  rate  and  tonnage  comparisons,  which,  in  his  opinion,  showed 
the  export  rate  to  be  unreasonably  low. 

Ross  Rynder,  attorney  for  Swift  &  Co.,  took  advanta^'  <> 
the  reopening  to  introduce  testimony  calculated  to  convince 
Commissioner  Hall,  who  wrote  a  dissent,  in  which  he  said  that 
the  shipments  were  domestic  and  that  the  movement  was  an 
isolated  one,  that  he  was  wrong.  It  was  stated  that  Swift  &  Co. 
shipped  an  average  of  229  cars  of  frozen  meat  a  year  to  the  ter- 
ritory east  of  the  Mississippi  River.  The  shipments  on  which 
reparation  was  awarded,  according  to  Swift  &  Co.  witnesses, 
were  consigned  to  a  captain  of  the  quartermaster  corps  at  the 
docks  and  were  shipped  by  him  to  the  chief  quartermaster  in 
France.  A.  G.  Toll,  member  of  the  standing  rate  committee 
of  the  Transcontinental  Freight  Bureau,  said  that  even  if  the 
cars  had  gone  into  storage  at  Jersey  City,  such  storage  could 
not  be  termed  "storage  in  transit,"  but,  since  it  took  place 
entirely  for  the  convenience  of  the  carrier,  it  was,  in  fact,  a 
terminal  service. 

No.  12223,  Armour  &  Co.  vs.  Northern  Pacific  et  al.,  in  which 
reparation  was  asked  on  177  cars  shipped  from  Spokane  to  New 
York  under  similar  circumstance,  and   on   which  no  order  ha* 
as  yet   been   entered,  was   set  for  rehearing  at  the  same 
and  place.     No  evidence  was  put  in  in  that  case,  however. 


PACKERS  AND  GROCERY  BUSINESS 

The   Traffic    World    Washington   Bureau 

Attorney-General  Daugherty  regards  as  propaganda  the  al- 
legations made  by  the  wholesale  grocers  with  regard  to  his  re- 
ported desire  to  modify  the  consent  decree  now  standing  against 
the  packers  in  which  the  latter  consented  to  a  judgment  of  the 
supreme  court  of  the  District  of  Columbia  requiring  them,  in 
effect,  to  get  out  of  the  wholesale  grocery  business  and  to  sell 
their  railroads  and  stock  yards.  The  Department  of  Justice 
will  not,  he  said,  seek  to  "undermine"  the  court's  decree  re- 
stricting the  operations  of  the  big  packers. 

But  the  attorney-general  is  thinking  of  asking  the  court 
to  construe  or  modify  the  decree  so  that  California  fruit  grow- 
ers may  ship  their  products  in  packer  cars.  Under  a  literal  con- 
struction of  the  decree,  the  fruit  growers  could  not  avail  them- 
selves of  a  facility  of  transportation  owned  by  one  of  the  five 
interdicted  packers.  If  a  meat  packer,  other  than  one  of  the 
big  five,  owned  the  car  which  a  fruit  grower  desired  to  use,  the 
decree  would  not  prevent  such  use.  The  condemnation  of  the 
decree  rests  wholly  on  the  ownership,  not  the  character,  of  the 
car. 
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Built  as  CarefuUy  as  the 
Locomotive  Tkat  Hauls  It 


HE  proven  design  and  sturdy  construction  of  "Pennsylvania"  Tank  Cars  embody 
engineering  improvements  and  patented  features  that  have  been 
thought  out  as  carefully  as  those  on  the  modern  locomotive. 

The  New  Type  A-l  Center  Sill,  the  "Pennsylvania"  Center  Anchorage,  the 
Maximum  Dome  Outage,  and  the  simplified  "Pennsylvania"  Uncoupling  Rod 
Arrangement — all  these  are  distinctively  "Pennsylvania"  features  found  only 
on  the  "Pennsylvania"  Tank  Car. 

"After  All,  Service  Counts" 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 


THERE  are  more  than 
5,000  "Pennsylvania" 
Tank  Cars  in  the  Penn- 
sylvania Tank  Line. 
These  cars  are  leased  to 
producers,  refiners  and1 
marketers  of  Petroleum 
and  other  Liquid  Prod- 
ucts. Information  rela- 
tive to  leases  and  opera- 
tion may  be  obtained 
from  any  of  the  district 
offices. 

PENNSYLVANIA  TANK  LINE 
SHARON,  PA. 

New  York  St.  Louis 

Houston  San  Francisco 


New  York 


SHARON,  PA. 

St.  LouU  Houston 


San  Francisco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Armour  and  Company  and  others  of  the  big  packers,  until 
the  decree  was  entered,  were  buyers  and  transporters  of  fresh 
and  canned  fruits.  Since  the  decree  requiring  the  packers  to 
cease  their  competition  with  the  wholesale  grocers,  the  big 
packers  have  not  been  in  the  market  either  as  buyers  or  trans- 
porters of  fresh  or  canned  fruits  from  California.  Growers  in 
that  state,  therefore,  have  been  in  distress,  not  only  on  account 
of  what  they  deem  the  high  freight  rates,  but  also  because  the 
number  of  buyers  and  transporters  of  their  products  has  been 
reduced  by  the  elimination  of  the  five  big  packers.  The  grow- 
ers have  been  trying  to  induce  buying  by  the  big  packers  but 
the  latter  have  kept  out,  although  the  decree  is  not  yet  abso- 
lute against  them.  Swift  &  Co.,  one  of  the  big  five,  for  instance, 
in  advance  of  the  operative  date  of  the  decree,  disposed  of  their 
interest  in  Libby,  McNeill  &  Libby  and  no  longer  carry  the 
goods  of  that  company  in  the  packer  cars.  Libby,  McNeill  & 
Libby,  it  is  suspected,  have  not  been  able  to  make  arrangements 
for  the  distribution  of  their  products  that  are  as  complete  as 
were  the  arrangements  when  that  company  was  a  subsidiary  of 
Swift  &  Co. 

The  reorganization  forced  by  the  divorce  of  those  com- 
panies, using  them  as  illustrative,  has  resulted  in  a  crippling  of 
the  organization  which  took  care  of  the  canned  California  fruit, 
to  a  large  extent.  The  wholesale  grocers,  whose  fight  against 
the  packers  resulted  in  the  latter  consenting  to  a  decree  forc- 
ing them  out  of  the  wholesale  grocery  business,  are  opposed  to 
modification  of  the  decree. 

Something  of  that  kind,  it  is  believed,  will  have  to  be  done 
unless  the  wholesale  grocers  who  won  their  fight  before  the 
Department  of  Justice  for  the  elimination  of  the  packers  from 
the  wholesale  grocery  business,  are  able  to  provide  the  facilities 
formerly  supplied  by  the  meat  packers.  The  grocers  lost  their 
fight  against  the  packers  before  the  Interstate  Commerce  Com- 
mission. That  body  found,  except  in  a  few  small  particulars, 
nothing  wrong  with  the  treatment  the  carriers  gave  the  packers 
and  the  grocers.  So  far  as  the  Commission  is  concerned,  there 
is  no  reason  why  the  packers  should  get  out  of  the  grocery 
business. 

It  is  believed  to  be  doubtful  whether  all  the  "big  five"  desire 
to  get  back  into  the  grocery  business.  One  of  them  is  suspected 
of  being  desirous  of  returning  and  the  others  not.  If  the  decree 
should  be  modified  as  desired  by  the  California  people,  and  if 
one  packer  should  return  to  the  business,  others,  it  is  believed, 
would  be  forced  by  competition  to  do  likewise. 

Attorney-General  Daugherty,  who  has  under  consideration 
the  application  of  California  fruit  growers,  regards  what  the 
wholesale  grocers  are  doing  in  the  way  of  publicity  with  regard 
to  that  matter,  as  part  of  their  propaganda  against  the  packers 
in  which  the  interests  of  the  California  fruit  growers  are  a 
football  between  the  contending  parties.  Daugherty's  attitude 
is  sympathetic.  That  fact,  apparently,  provided  a  foundation 
for  the  charge  by  the  grocers  that  he  was  about  to  emasculate 
the  decree  to  which  the  packers  consented  as  the  price  of  peace 
and  the  terms  of  which  they  have  carried  out  in  advance  of 
the  operative  date  of  the  order,  except  in  the  matter  of  selling 
their  railroads.  Their  effort  to  sell  the  railroads  leading  to 
the  Chicago  yards  precipitated  the  big  fight  in  which  the  trunk 
lines  and  the  city  of  Chicago  are  opposing  the  purchase  by  the 
New  York  Central,  without,  however,  proposing  any  plan  where- 
by the  packers  can  comply  with  that  part  of  the  decree  stand- 
ing against  the  packers. 

The  Southern  Wholesale  Grovers  have  been  allowed  to  in- 
tervene in  the  case  before  the  Supreme  Court  of  the  District 
of  Columbia  to  be  heard  in  opposition  to  Daugherty,  if  and 
when  he  moves  to  modify  the  decree  as  desired  by  the  Califor- 
nia fruit  growers.  The  National  Wholesale  Grocers  Associa- 
tion is  expected  to  do  likewise. 

In  discussing  the  case,  Attorney-General  Daugherty  said: 
"The  California  fruit  industry  faces  a  crisis.  The  co-operative 
fruitgrowers  of  that  state  ask  for  a  modification  of  the  decree 
against  the  packers  to  allow  shipment  in  the  packers'  private 
cars  of  large  amounts  of  fruits,  which  may  go  to  waste  because 
of  lack  of  sufficient  cars  available  from  the  trunk  line  railroad 
systems. 

"I  can  not  say  at  this  time  what  the  department  will  rec- 
ommend. The  duty  of  the  department  will  be  to  lay  the  facts 
as  we  ascertain  them  before  the  court,  and  then  let  the  court 
decide  whether  or  not  a  modification  is  warranted.  It  will  not 
be  our  purpose  to  kill  the  effect  of  the  decree  by  any  depart- 
ment ruling." 


and  with  reasonable  dispatch.  In  behalf  of  its  members  it  has 
asked  for  reparation  amounting  to  about  $300,000. 

This  action  grows  out  of  the  tariffs  filed  by  the  Railroad 
Administration  in  October,  1919,  under  which  the  shipper  not 
furnishing  bedding  for  the  animals  shipped  by  him  was  required 
to  pay  the  carrier  $1  for  the  bedding  in  a  single  deck  and  $1.50 
for  the  bedding  in  a  double  deck  car.  The  purpose  of  the  bedding 
is  to  enable  the  animals  to  maintain  their  footing  on  the  car 
floors,  and  not  to  make  a  downy  couch  for  them,  according  to 
the  allegation  in  the  complaint. 

The  rule  in  the  tariffs,  according  to  the  complaint,  is  unrea- 
sonable. A  reasonable  rule,  the  complaint  says,  would  be  one 
recognizing  the  duty  of  the  carrier  to  make  cars  safe  for  trans- 
porting the  live  stock,  at  its  own  expense,  or  if  the  shipper 
provided  the  bedding  to  pay  him  for  it.  The  complainant  says  an 
allowance  of  25  cents  for  the  bedding  in  a  car  would  be  rea- 
sonable. 


DRAIN  TILE  FROM  MASON  CITY 

Misinterpretation  of  General  Order  28,  resulting  in  the  pub- 
lication of  unauthorized  tariffs  and  so  causing  a  violation  of 
section  6  of  the  act,  was  the  allegation  made  by  the  complain- 
ants in  No.  12801,  Mason  City  Brick  and  Tile  Co.  et  al.  vs. 
Director-General,  hearing  on  which  was  held  before  Examiner 
Wilson  in  Chicago,  September  22.  The  increases  to  which  the 
brick  and  tile  people  objected  were  those  made  in  the  rates 
on  drain  tile,  which,  they  contended,  should  only  have  been  in- 
creased two  cents  a  hundred  pounds  instead  of  25  per  cent,  as 
was  the  case  on  all  the  lines  serving  Mason  City,  except  the 
C.,  M.  &  St.  P.  Subsequently,  according  to  testimony  put  in 
by  the  complainants,  that  carrier  also  changed  its  drain  tile 
rates  to  make  them  25  per  cent  above  the  rate  prior  to  General 
Order  28. 

On  February  29,  1920,  in  pursuance  of  freight  rate  author- 
ity 14529,  all  drain  tile  rates  were  uniformly  placed  on  a  basis 
which  represented  a  straight  increase  over  the  June  24,  1918, 
rate  of  2  cents  a  hundred  pounds.  It  was  the  contention  of 
the  complainants  that  the  increase  should  originally  have  been 
that  amount,  because  General  Order  28  provided  for  an  increase 
of  two  cents  on  brick  and  articles  taking  brick  rates  or  rates 
based  on  the  brick  rates.  The  Director-General  differed  with 
contention  only  in  so  far  as  the  manner  of  publication  showed 
the  rates  on  brick  and  on  drain  tile  to  bear  a  definite  relation- 
ship. C.  B.  Ackerman,  testifying  for  the  Director-General,  said 
that  if  the  tariff  carried  a  blanket  provision  saying  that  the  drain 
tile  rates  were  to  be  the  same  as,  or  a  fixed  differential  over, 
the  brick  rates,  the  two  cent  increase  should  have  applied.  On 
the  other  hand,  where  the  drain-tile  rates  were  published  sep- 
arately, even  though  they  were  uniformly  the  same  of  a  fixed 
amount  over  the  brick  rates,  and  even  though  they  appeared 
in  an  adjoining  column,  he  said,  no  relationship  was  shown.  On 
this  theory  he  contended  that  the  tariff  of  the  C.,  M.  &  St.  P. 
referred  to  above  was,  until  it  was  adjusted  on  the  basis  of  a 
25  pr-r  cent  increase,  unlawful. 

The  Director-General,  however,  stressed  the  reasonableness 
of  the  drain  tile  rates  from  Mason  City  especially.  Numerous 
exhibits  were  entered  which  purported  to  show  that  the  rates 
from  competing  points  in  Iowa,  and  as  far  South  and  East  as 
St.  Louis  and  Charlotte,  N.  C.,  were  as  high  as,  if  not  higher 
than,  the  Mason  City  rates,  and  that  the  General  Order  28  in- 
creases were  made  on  the  same  basis  as  those  made  at  Mason 
City.  Mr.  Ackerman  also  said  that  the  loss  and  damage  claims 
were  exceedingly  heavy  on  drain  tile,  aggregating  somewhere 
around  5  per  cent  of  the  total  revenue  received  on  that  class 
of  traffic,  whereas  he  knew  of  no  claims  for  damage  on  brick. 
The  loading,  also,  he  said,  was  in  favor  of  the  brick,  the  mini- 
mum weight  on  which  was  50,000  pounds  compared  to  a  mini- 
mum on  drain  tile  of  30,000,  which  resulted  in  a  materially 
lower  per-car  revenue  from  the  tile  than  from  the  brick. 


BEDDING  FOR  LIVE  STOCK 

The  Traffic  World   Washington  Bureau 

The  National  Live  Stock  Exchange,  by  means  of  formal  com- 
plaint, No.  13,107,  against  the  Santa  Fe  and  every  other  carrier 
that  is  a  transporter  of  live  stock  in  considerable  volume,  has 
taken  a  step  toward  requiring  the  railroads  to  provide  suitable 
cars  for  the  shipment  of  live  stock,  free  of  any  charge  to  the 
shipper  other  than  the  payment  of  the  rates  for  carrying  safely 


CARS  FOR  MELONS  IN  TEXAS 

The   Traffic    World    Washington   Bureau 

On  petition  of  the  railroads  operating  in  Texas,  the  Com- 
mission has  entered  an  order  in  No.  13072,  in  the  matter  of  a 
regulation  prescribed  by  the  railroad  commission  of  Texas  re- 
quiring carriers  to  slat  stock  cars  for  transportation  of  water- 
melons in  Texas,  providing  for  an  investigation  to  determine 
whether  the  regulation  prescribed  by  the  state  commission  will 
result  in  unjust  discrimination  against  interstate  commerce. 

The  regulation  complained  of  by  the  carriers  provides  that 
when  stock  cars  are  furnished  by  railroad  companies  for  the 
transportation  of  watermelons,  in  carload  lots,  within  the  state 
of  Texas,  such  stock  cars  when  request  therefor  is  made  by  ship- 
pers, shall  be  slatted  by  and  at  the  expense  of  the  carriers. 
The  rules  applicable  to  interstate  shipments,  the  carriers  aver, 
provide  for  a  charge  of  $5  per  car  where,  on  shippers'  demand, 
the  carriers  furnish  slatted  cars  for  watermelon  shipments. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  lor  Atlantic,  Gull  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service— 
A-l  Steamers 

Mobile  /  West  African  ports,  via  Azores,   Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  C.  MCLAUGHLIN,  Manager 
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FEDERAL  VS.  STATE  CONTROL 

The    Traffic    World    Washington   Bureau 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  in  a  bulletin  to  mem- 
bers relative  to  the  Atlanta  convention  of  the  association,  Octo- 
ber 11-14,  has  directed  "attention  to  the  critical  situation  which 
has  arisen  from  the  assumption  by  the  federal  Commission,  un- 
der the  transportation  act,  of  complete  authority  over  intrastate 
commerce.  This  assumption  extends  beyond  the  matter  of  rates 
and  includes  practices  heretofore  deemed  under  the  unques- 
tioned authority  of  the  states,  in  their  exercise  of  the  police  power. 
Reference  is  particularly  made  to  the  South  Carolina  case,  where 
a  state  statute  applicable  to  the  matter  of  a  conductor's  penalty 
was  set  aside  by  the  federal  Commission,  although  it  was  frankly 
stated  that  the  charge  was  not  imposed  for  revenue  purposes. 
The  assumption  extends  also  to  electric  railway  rates,  as  well 
as  to  rates  on  steam  roads.  I  assume  that  this  whole  question 
of  federal  control  over  intrastate  commerce  will  be  discussed 
at  the  convention,  and  what  the  state  commissions  ought  to  do 
will  be  determined  upon;  and  further  that  appropriate  action 
will  be  taken  to  put  behind  any  program  adopted  the  full  force 
of  the  concerted  action  of  the  several  commissions." 


PERFECT  PACKAGE  MONTH 

The  "perfect  package  week"  so  successfully  carried  out  by 
the  St.  Paul  Association  the  second  week  in  June,  has  inspired 
the  American  Railway  Association  and  the  American  Express 
Company  to  make  plans  for  a  similar  campaign  on  a  nation-wide 
scale.  The  month  of  November  is  to  be  known  as  "perfect  pack- 
age month"  and  special  plans  are  being  laid  for  carrying  on 
campaigns  in  various  localities  and  for  the  tabulation  of  results. 
A  careful  inspection  of  all  shipments,  both  freight  and  express, 
will  be  carried  on  by  the  carriers  this  month  and  the  co-operation 
of  the  leading  shippers'  organizations  at  principal  points  in  the 
United  States  and  Canada  is  being  sought.  The  management 
of  the  campaign  is  in  the  hands  of  the  committee  on  freight 
claim  prevention,  of  the  American  Railway  Association,  and  the 
loss  and  damage  department  of  the  American  Railway  Express 
Company. 

In  a  joint  circular,  soon  to  be  issued,  the  railroad  and  ex- 
press agents  at  every  point  of  importance  have  been  requested 
to  form  local  campaign  committees,  to  handle  the  necessary  ar- 
rangements for  "perfect  package  month"  and  to  secure  the  co- 
operation of  the  local  chamber  of  commerce  or  other  traffic  or- 
ganizations, to  whom  they  decide  to  present  the  proposition.  It 
is  not  the  intention  of  the  carriers  to  place  any  extra  burden  on 
such  associations,  but  to  ask  them  to  receive,  in  November,  the 
exception  reports,  to  be  issued  in  connection  with  every  ship- 
ment found  lacking  in  some  respect,  so  far  as  proper  shipping 
methods  are  concerned. 

These  exception  reports,  to  be  issued  separately  for  freight 
and  express  shipments,  will  carry  spaces  for  checking  off  various 
errors  in  shipping  or  packing,  and  will  be  collected  each  day 
and  sent  to  the  local  chamber  of  commerce  or  whatever  body 
has  agreed  to  officiate  in  the  matter. 

That  this  receipt  of  exception  reports  by  the  shippers'  asso- 
ciations will  not  throw  on  them  unusual  burdens,  is  shown  in 
the  experiences  of  the  St.  Paul  Chamber  of  Commerce,  in  its 
perfect  package  week,  which  suggested  the  present  perfect 
package  campaign  on  a  national  basis.  The  number  of  excep- 
tions was  found  at  that  time  to  be  relatively  small. 

The  entire  working  force  of  all  the  railroads  that  are  mem- 
bers of  the  American  Railway  Association,  and  the  employes  of 
the  express  companies,  will  be  expected  to  take  part  in  the  cam- 
paign. Through  the  arrangements  already  made,  the  purpose 
of  perfect  package  month  will  be  made  known  to  every  shipper 
in  the  United  States.  Posters  for  railroad  depots,  warehouses 
and  waiting  rooms,  baggage,  express  and  caboose  cars  are  being 
prepared,  while  all  express  wagons  and  motor  trucks  will  carry 
an  illustrated  poster,  calling  public  attention  to  the  campaign. 


FIBERBOARD  BOX  SPECIFICATIONS 

The  changes  proposed  in  rule  41  of  the  Consolidated  Classifi- 
cation, as  contained  in  a  special  docket  of  the  Consolidated  Clas- 
sification Committee,  hearings  on  which  were  held  in  San  Fran- 
cisco, September  7,  and  Chicago,  September  20,  and  will  be  held 
in  New  York,  September  26,  do  not  seem  to  meet  with  approval 
either  from  the  makers  or  the  users  of  fiberboard,  pulpboard  and 
corrugated  strawboard  containers. 

The  proposal  to  raise  the  minimum  Mullen  test  requirements 
on  the  .016-inch,  40-pound  corrugated  container  from  175  to  200 
pounds  met  with  particularly  vigorous  opposition  at  the  Chicago 
hearing,  in  spite  of  the  fact  that  it  was  admitted  by  users  that 
the  average  test  on  the  175-pound  box  was  somewhere  around 
190  pounds.  The  inference  drawn  from  that  by  members  of  the 
commitee  was  that  it  would  only  be  necessary  to  increase  the 
strength  of  the  container  stock  by  10  pounds,  but  manufacturers 
pointed  out  that  they  would  have  to  allow  themselves  the  same 
margin  of  safety  over  the  minimum  specification  were  the  200- 
pound  box  required,  which  would  make  its  average  test  strength 
somewhere  around  220  pounds. 


The  expense  which  the  change  would  saddle  on  the  shipper 
was  illustrated  by  representatives  of  the  packers.  Swift  &  Co., 
it  was  said,  shipped  between  six  and  seven  million  containers, 
mostly  fiber,  each  year.  A  representative  of  that  company  said 
that  claims  for  loss  and  damage  were  actually  decreasing  as 
more  uses  for  the  fiber  boxes  were  being  discovered.  He  offered 
to  waive  all  claims  for  loss  and  damage  on  freight  shipped  in 
fiber  boxes,  which  claims,  he  said,  were  very  few,  if  the  com- 
mittee would  decide  to  leave  the  rules  as  at  present. 

The  general  feeling  expressed  was  that  it  was  proposed  to 
penalize  all  shippers  for  tke  failure  of  a  few  to  comply  with  the 
present  specifications. 

The  proposal  to  require  gluing  of  all  flaps  is  meeting  with 
opposition  from  glass  manufacturers,  collar  makers  and  mail 
order  houses.  These  users  frequently  reship  in  the  same  pack- 
ages, after  the  jars  first  received  in  the  container  have  been 
filled  or  after  the  stock  has  been  rearranged.  In  the  case  of  the 
mail  order  houses,  ten  per  cent  of  all  goods,  it  is  said,  are  opened 
for  inspection  and  the  boxes  are  resealed.  This  is  a  simple 
process  with  taped  boxes,  but  would,  of  course,  be  impossible 
were  it  required  to  have  all  flaps  glued. 

Except  for  some  minor  modifications  in  the  thickness  of 
liners,  representatives  of  the  National  Association  of  Corrugated 
and  Fiber  Box  Manufacturers,  and  of  the  Container  Club,  ask 
that  the  present  rules  and  specifications  be  allowed  to  stand. 
Representatives  of  the  former  ask  that  the  present  Mullen  test 
be  retained  as  standard,  but  the  Container  Club  advocates  the 
Webb  test  as  a  fairer  measure  of  the  strength  of  the  container. 
They  agree,  however,  that  it  would  be  fairer  to  the  manufacturer 
if  the  specifications  called  for  an  average  test  strength  instead 
of  a  minimum. 


Y.  M.  C.  A.  TRAFFIC  SCHOOLS 

In  practically  all  of  the  large  cities  of  the  country  the  Y.  M. 
C.  A.  has  inaugurated  or  is  laying  plans  to  inaugurate  night- 
school  courses  in  traffic  management.  In  New  York,  Chicago, 
Cleveland,  Detroit  and  Minneapolis  these  courses  are  in  full 
swing  and  have  met  with  the  approval  of  railroad  and  industrial 
traffic  men  and  local  traffic  organizations. 

The  text-books  for  the  course  were  written  by  Charles  F. 
Walden,  former  president  of  the  Meade  Transfer  Company,  and 
were  used  for  four  years  in  mimeograph  form  at  the  West  Side 
Y.  M.  C.  A.,  New  York,  before  being  accepted  by  the  United 
Y.  M.  C.  A.  Schools  in  their  present  form.  Although  these  texts 
are  standardized,  being  so  arranged  that  new  matter  may  be 
added  from  time  to  time,  the  traffic  course  itself  is  not.  The 
manner  of  presentation  is  a  local  matter.  In  the  Chicago  school, 
for  instance,  these  texts,  together  with  reading  assignments, 
constitute  only  a  part  of  the  course  in  traffic  management,  which 
is  built  on  the  theory  that  a  good  traffic  manager  must  also  know 
something  about  business  in  general.  The  Chicago  course  in- 
cludes accounting,  business  economics,  organization  and  law, 
commercial  geography  and  marketing  operations. 

The  Chicago  reading  assignments  referred  to  were  written 
by  J.  H.  Butler,  general  manager  of  the  loss  and  damage  depart- 
ment, American  Railway  Express  Company;  T.  T.  Harkrader, 
traffic  manager,  American  Tobacco  Company;  B.  Olney  Hough, 
editor,  the  American  Exporter;  P.  T.  Bentley,  traffic  manager, 
Illinois  Steel  Company,  Chicago;  H.  J.  Menzies,  general  traffic 
manager,  International  Nickel  Company;  William  Simmons,  gen- 
eral freight  and  passenger  agent,  Southern  Pacific  Company,  and 
Hurt  Zimmerman,  instructor  in  traffic  management,  Cleveland 
School  of  Technology. 

The  Chicago  course  opened  September  20.  John  D.  Collier, 
attorney,  formerly  traffic  manager  for  Montgomery  Ward  &  Co., 
is  the  instructor. 


BOXING  AND  CRATING  INSTRUCTIONS 
Owing  to  the  increased  interest  shown  by  various  industries 
throughout  the  country  in  the  course  of  instruction  in  boxing 
and  crating  given  by  the  Forest  Products  Laboratory  at  Madison, 
Wis.,  the  Forest  Service  of  the  United  States  Department  of 
Agriculture  has  found  it  necessary  to  arrange  for  three  courses 
in  addition  to  the  November  course  previously  announced.  The 
dates  on  which  the  courses  will  begin  are  November  7,  1921,  and 
January  9,  March  6  and  May  1,  1922.  Each  course  is  of  one 
week's  duration. 

The  course  consists  of  a  practical  demonstration  of  the 
characteristics  of  different  styles  of  boxes  and  crates,  the  im- 
portance of  nailing,  the  efficiency  of  metal  straps  and  wire 
bindings,  the  making  of  various  tests  and,  in  general,  gives  a 
thorough  course  of  instruction  in  the  principles  of  boxing  and 
crating. 


APPLICATION  TO   PURCHASE   RAILROAD 

The  B.  &  O.  has  applied  to  the  Commission  for  authority  to 
acquire  control  of  the  Indian  Creek  &  Northern  Railway  Com- 
pany, which  operates  between  Lowesville  and  Blackville,  W.  Va., 
by  the  purchase  of  the  entire  capital  stock  of  the  company,  viz.. 
500  shares  of  the  par  value  of  $100  each.  The  B.  &  O.  prop" 
to  pay  $850,000  for  the  property. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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C.  C.  C.  &  ST.   L.   NOTES 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  Co. 
has  applied  to  the  Commission  for  authority  to  issue  not  exceed- 
ing $300,000  of  its  one-year  5  per  cent  promissory  notes  to  the 
Atlas  Portland  Cement  Company,  and  to  renew  the  notes.  The 
notes,  according  to  the  application,  will  be  given  to  the  cement 
company  in  return  for  advances  of  like  amounts  to  be  made  by 
the  cement  company  to  the  applicant  to  meet  the  cost  of  con- 
struction of  the  portion  of  a  spur  or  industrial  track  to  be  built 
by  the  applicant  from  its  main  line  at  or  near  New  Carlisle,  O., 
to  the  stone  quarry  of  the 'cement  company  that  lies  between 
said  main  line  and  the  property  of  the  cement  company,  said 
portion  of  the  track  being  approximately  12,500  feet  in  length. 
Under  the  proposed  agreement,  the  cement  company  will  pro- 
vide the  right  of  way  and  the  carrier  will  construct  at  its  own 
expense,  and  shall  own  the  spur  or  industrial  track.  The  cement 
company  is  to  advance  to  the  applicant,  from  time  to  time,  as 
payments  are  required  to  be  made  for  the  work  of  construction 
of  the  spur,  the  amounts  so  required  and  the  carrier  will  give  its 
notes  therefor,  renewable  for  another  year  at  the  same  rate  of 
interest. 


BERENGARIA  TO   BE  OIL   BURNER 

Cable  advices  received  by  the  Cunard  Line  announce  that 
on  the  completion  of  the  Berengaria's  trip  from  New  York  to 
Southampton  and  return,  October  20,  she  will  proceed  to  New- 
castle-on-Tyne,  to  be  converted  into  an  oil  burner.  The  Beren- 
garia  (ex  Imperator)  will  enter  the  Southampton-Cherbourg-New 
York  Express  Service  in  conjunction  with  the  Aquitania  and 
Mauretania,  also  oil-burners.  The  conversion  of  the  Berengaria 
to  oil-burning  will  make  a  total  of  seven  vessels  in  the  combined 
fleet  of  the  Cunard-Anchor  lines  with  an  aggregate  total  of  189,- 
022  tons.  The  Berengaria  is  at  the  present  time  the  largest 
ship  in  commission,  having  a  gross  tonnage  of  52,022  tons  and 
a  length  of  919  feet.  It  is  expected  that  with  the  acquisition 
of  oil  fuel  the  speed  of  the  Berengaria  will  be  materially  in- 
creased. 


M.  ST.  P.  &  S.  STE.  MARIE   BONDS 

The  Commission  has  authorized  the  Minneapolis,  St.  Paul  & 
Sault  Ste.  Marie  Railway  Company  to  issue  and  sell  at  not  less 
than  971/t  per  cent  of  par  and  accrued  interest  $10,000,000  of 


10-year  6%  per  cent  collateral  trust  gold  bonds;  to  issue  and 
pledge  as  collateral  security  for  the  proposed  collateral  trust 
gold  bonds  $12,500,000  of  first  refunding  mortgage  bonds,  and  to 
procure  authentication  and  delivery  to  applicant's  treasurer  of 
$2,500,000  of  first  refunding  mortgage  bonds  to  be  held  in  the 
company's  treasury  until  the  further  order  of  the  Commission. 
The  company  represented  to  the  Commission  that  the  proposed 
issue  and  sale  of  collateral  trust  gold  bonds  was  necessary  for 
the  purpose  of  providing  funds  with  which  to  discharge  certain 
notes  and  unfunded  indebtedness  issued  or  incurred  by  the  ap- 
plicant prior  to  May  17,  1921,  aggregating  $11,771,060.49.  This 
indebtedness,  the  Commission  said,  arises  out  of  the  delayed 
payments  of  current  liabilities  and  represents  principally  pay- 
ments due  for  fuel,  work  and  materials  required  in  the  operation 
of  the  applicant's  properties. 


GEORGIA  RAIL  ROAD  &  BANKING  CO. 

The  Georgia  Rail  Road  &  Banking  Co.  has  been  authorized 
by  the  Commisison  to  issue  and  sell  at  not  less  than  95  per  cent 
of  par  and  accrued  interest  $1,500,000  of  6  per  cent  debenture 
bonds.  The  proceeds  will  be  used  in  connection  with  other 
funds  to  pay  off  and  retire  a  like  amount  of  plain  debentures 
now  outstanding.  The  company  said  that  on  January  1,  1922, 
there  would  mature  $1,500,000  of  its  existing  obligations  ton 
sisting  of  $1,200,000  of  plain  debentures,  bearing  interest  at  the 
rate  of  5  per  cent  per  annum,  and  $300,000  of  plain  debentures. 
bearing  interest  at  the  rate  of  6  per  cent  per  annum.  The  sale 
of  the  proposed  issue  has  been  negotiated  at  95  per  cent  of  par 
and  accrued  interest,  Spencer  Trask  &  Co.  of  New  York  having 
agreed  to  purchase  $1,300,000,  and  William  E.  Bush  &  Co.  of 
Augusta,  Ga.,  $200,000  of  the  bonds. 


STATISTICIAN    WANTED 

The  United  States  Civil  Service  Commission  announces  an 
open  competitive  examination  for  statistician.  A  vacancy  in  the 
position  of  statistical  analyst  in  the  Interstate  Commerce  Com- 
mission at  $3,600  to  $5,000  a  year,  and  vacancies  in  positions 
requiring  similar  qualifications,  at  these  or  higher  or  lower  sal-' 
aries,  will  be  filled  from  this  examination,  unless  it  is  found  in 
the  interest  of  the  service  to  fill  any  vacancy  by  reinstatement, 
transfer,  or  promotion. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

September  26 — Charleston.  S.  C. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  26 — Louisville,  Ky. — Examiner  Gault: 

11063 — Holly  Ridge  Lumber  Co.  vs.  Director  General,  Mo.  Pac.  et  al. 
September  26 — Argument  at  Washington,  D.  C.: 

Finance  Docket  383 — Application  of  Chicago,  New  York  &  Boston 
Refrigerator  Co.  for  certification  of  a  partial  payment  under  Sec- 
tion 209  of  Transportation  Act. 

September  26 — Washington,  D.  C. — Examiner  Fuller: 
11214 — Application  of  the  TJ.  S.  Steel  Products  Co.  et  al.  under  the 
provisions  of  section  5  of  the  Interstate  commerce  act,  in  connec- 
tion with  the  ownership  and  operation   of  steamer  lines  through 
the  Panama  canal. 
September  26 — El  Paso,  Tex. — Examiner  Keener 

I.  and  S.  1364 — Class  rates  between  El  Paso,  Tex.,  and  points  in  New 

Mexico  and  Arizona. 
11764 — !•  the  matter  of  Intrastate  rates  within  the  state  of  Texas. 

(Rates  between  El  Paso  and  Ft.  Bliss  and  Material  Yard,  Tex.) 
September  26 — Lincoln,  Neb. — Examiner  Kephart: 
12790 — Lincoln  Chamber  of  Commerce  vs.  Director  General,  C.  B.  & 

Q.  et  al. 

12791 — Lincolm  Chamber  of  Commerce  vs.  D.  &  R.  G.,  Director  Gen- 
eral et  al. 
Sept.  26 — Dallas,  Tex. — Examiner  Mackley: 

12783 — Rio  Grande  Oil  Co.  vs.  Arizona  Eastern  et  aL 
September  27 — Greenwood,  Miss. — Mississippi  Railroad  Commission: 
Finance  Docket  1500 — Application  of  Delta  Sou.  Ry.  Co.  for  permis- 
sion to  abandon  its  railroad. 
September  27 — Washington,  D.  C. — Examiner  Fuller: 

I.  and  S.  1365— Routing  on  coal  from  Western  Maryland  Ry.  mines 

to  eastern  destinations. 
September  27 — Argument  at  Washington,  D.  C.: 

Finance   Docket  1185 — Application   of  the   Saratoga   &   Encampment 

R.  R.  for  a  certificate  of  public  convenience  and  necessity. 
September  27 — Attica,  Ind. — Public  Service  Commission  of  Indiana: 
Finance   Docket   1489 — In  re   application  Redmond  D.   Stephens,   co- 
receiver,  for  permission  to  abandon  the  Indiana  Coal  Ry.  division 
of  C.  &  E.  I.  R.  R. 
September  27 — Tampa,  Fla. — Examiner  Carter: 

I.   and  S.   1344 — Estimated  weights  on  berries  In  pony  refrigerators. 
September  28 — Washington,  D.  C. — Examiner  Barclay: 

I2066 — Construction  and  repair  of  railway  equipment  (further  hear- 
ing relative  to  C.  M.  &  St.  P.  Ry.) 
September  28 — Akron,   Ohio — Examiner  Cassidy: 

12795 — Firestone  Tire   &  Rubber  Co.  vs.   Director  General. 
12797 — Firestone  Tire  &  Rubber  Co.  vs.  Director  General. 


September  28 — Savannah,  Ga. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  a»d  otker  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  28 — Washington,  D.   C. — Examiner  Paulson: 

12497 — United  States  of  America  vs.  Director  General,  B.  &  O.  et  al.  < 
September  28 — New  York,  N.  Y. — Examiner  Gerry: 
12680 — American    Fruit    and   Vegetables    Shippers'    Ass».    et   al.   vg. 

Am.  Ry.  Exp.  Co.  et  al. 

September  28— Allentown,  Pa. — Examiner  McGrath: 
12835 — Harrison  Ball  et  al.,  executors,  trading  as  Ball,   Seliginan  It  I 

Co.,  vs.  N.  Y.  P.  &  N.  et  al. 

September  28 — Omaha,  Neb. — Examiner  Kephart: 
12738 — Sunderland  Bros.  Co.  vs.  C.  B.  &  Q.  et  al. 

September  28 — Austin,   Tex. — Examiner  Mackley: 
12879 — The  State  Highway  Department  of  Texas  TS.   Direetsr  Gen- 
eral, C.   &  N.   W.   et  al. 
12696 — The  State  Highway  Department  of  Texas  vs.  Director  Gen- I 

eral,  B.  &  O.  et  al. 
12685 — Malcolm  H.  Reed  vs.  Director  General,  A.   T.   &  S.   F.  et  aL 

September  28 — Washington,  D.  C.— Examiner  Davis: 

Finance  Docket  1467 — Application  of  Chaffee  R.  R.  Co  for  certificate  \ 
of  public  convenience  and  n_ecessity. 

September  29 — Amarillo.   Tex. — Examiner  Keene: 

*  12847    (Sub.    No.    1) — Panhandle-Plains    Chamber    »f    •*«••?  <r    vs. 

Abilene  &  Southern  et  al. 

September  29 — Chicago,  111. — Examiner  Hartman: 

*  4181 — Second   industrial   railways   case,   Pullman   R.    R.    «•     (further 

hearing). 
September  29 — Washington,  D.  C.— Examiner  Flynn: 

12995 — Southern   Hardwood   Traffic   Assn.    et  al.   vs.   Illinois   Central 

et  al. 
September  29 — Washington,  D.  C. — Examiner  Clarke: 

Finance  Docket  1523 — Application  of  C.  &  O.  Ry.  and  C.  &  O.  N.  Ry. • 
for  authority  to  assume  liability  for  principal  and  interest  of  first 
mortgage  5  per  cent  30-year  gold  bonds  of  C.  &  O.  N.  Ry.  out- 
standing; for  approval  of  acquisition  by  C.  &  O.  of  C.  &  O.  N.  Ry. 
Co.  by  conveyance  of  title  of  latter  to  former, 
eptember  29 — Argument  at  Washington,  D.  C.: 

and  S.  1338 — Class  and  commodity  rates  between  north  Pacific  coast 
points. 

September  29 — Omaha.  Neb. — Examiner  Kephart: 
12686— Paxton  &  Gallagher  Co.  et  al.  vs.  Director  General,  C.  B.  &  Q.t 

et  al. 

12705 — The  Overland  Tire  and  Rubber  Co.  et  al.  vs.  Mo.  Pac.  et  al.    I 
September  30 — Washington,  D.  C. — Examiner  Paulson: 

12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
September  30 — Pittsburgh,  Pa. — Examiner  Cassidy: 

12529 — Wayne  Coal  Co.,  Inc.,  vs.  Director  General,  P.   &  W    \. 
12529  (Sub.  No.  1) — Wayne  Coal  Co.,  Inc.,  vs.  P.  &  W    V 
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The  book  that  the  entire  commercial  world  has  been  waiting  for 


Laws  governing  the  settlement  of 


Claims  Against  Common  Carriers 


for 


Loss,  Damage,  Injury,  and  Delay 


to 


Property  Transported  in  Interstate  and  Foreign  Commerce 


entitled 


"Limitation  of  Common  Carrier's  Liability" 

Covers  all  questions  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  status 
of  carriers'  liability,  and  validity  of  limited-liability  clauses  in  bills  of  lading  under  Section  20  of  the  Inter- 
state Commerce  Act,  as  developed  by  the  "Carmack  Amendment,"  and  the  first  and  second  "Cummins 
Amendments."  The  purpose  of  the  work  is  to  state  the  present  law  governing  every  proposition  involv- 
ing carriers'  liability  in  a  manner  that  is  readily  understandable  in  its  application  to  everyday  problems. 

All  legal  works  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of  shippers  and 
carriers  have  been  rendered  obsolete  by  the  interpretation  and  construction  of  Section  20  of 
the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court. 


425  pages,  size 


inches 


Bound  in  lav  buckram. 


The  only  up-to-date,  complete  and  authoritative  work  on  this 
very  important  and  much-misunderstood  subject.  Affects 
every  shipper  and  carrier  in  the  United  States,  whether  large  or 
small.  Treats  fully  the  many  leading  decisions  of  the  United  States 
Supreme  Court  governing  this  subject,  including  the  following  corn- 
trolling  cases:  McCaull-Dinsmore  Co.,  Primrose,  Lockwood,  Hart, 
Piper,  River-side  Mills,  Croninger,  Dettlebach,  Prescott,  Starbird,  Olivit 
Bros.,  Carl,  Harriman  Bros.,  Blish  Milling  Co.,  Burke,  Pierce  Co., 
Rankin,  Robinson,  Ward,  Leather-wood,  Cramer,  Sealy,  Ncimcm- 
Marcus  Co.,  Hooker,  Reid,  Collins  Produce  Co.,  etc. 

A  few  of  the  important   subjects   treated: 

Common-law  liability  as  modified  by  statue — Extent  of  liability  of  initial,  ceuBcafci«r. 
and  terminal  carriers — Limited-liability  clauses  governing  transportation  of  lire  stoek 
and  perishable  traffic — Vessel  owner's  liability  in  foreign  commerce — Rates  dependent 
upon  declared  or  released  valuation — Liability  of  carrier  for  full  actual  loss,  damage, 
or  injury  regardless  of  limited-liability  contract — Validity  of  limited-liability  provisions 
in  contracts  of  shipment,  classifications  and  tariffs — Time  for  giving  notice  of  and 
filing  of  claims  with  carriers,  and  institution  of  suite — Elements  and  measure  of  re- 
covery— When  invoice  price  or  market  price  controls — Interest — Refund  of  freight 
charges — Exemption  of  carrier  from  liability  for  act  of  God,  public  enemy,  negligence 
of  •  shipper,  public  authority,  inherent  vice  or  nature  of  goods — Liability  as  ware- 
houseman— Export  and  import  traffic — Forms  of  domestic  and  export  bills  of  lading — 
"Shipper's  weight,  load  and  count" — Court  proceedings — Jurisdiction  of  Interstate  Com- 
merce Commission — "Oarmack  Amendment" — "Cummins  Amendments" — "Harter  Act,"  ett. 


This  work  is  an  absolute  necessity  in  the  proper  settlement  of  claims  against  railroads,  express 
companies,  steamship  lines,  and  other  common  carriers,  and  is  of  exceedingly  great  value  to  business  etsem- 
tives,  chambers  of  commerce,  railroad  officials,  claim  agents,  lawyers,  traffic  managers,  shipping  clerks,  etc. 

The  work  contains  a  comprehensive  ANALYSIS,  a  lucid  and  authoritative  SUBJECT-MATTER  with 
copious  notes  and  complete  citation  of  cases,  a  detailed  INDEX,  and  a  complete  TABLE  OF  CASES. 

The  work  is  printed  on  the  highest  quality  of  paper,  and  the  style  of  printing  used  provides  maximum 
legibility,  being  clear,  large  type.  425  large  pages  of  size  7%  in.  x  70%  in.  Bound  in  law  buckram. 

For  differentiation  purposes  the  Analysis  is  printed  on  pink  paper,  the  Subject-Matter  on  white  paper,  the 
Index  on  green  paper,  and  the  Table  of  Cases  on  yellow  paper.  The  mechanical  construction  and  color 
scheme  of  the  work  is  both  original  and  unique.  IT  SAVES  TIME,  LABOR  AND  MONEY. 
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September  30 — Jacksonville,  Fla. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
September  30 — Argument  at  'Washington,  D.  O.: 

12030— Federal  Valley  R.  R.  Co.  vs.  Toledo  &  Ohio  Central  et  al. 

11659 — Marion  &  Eastern  R.  R.  Co.  vs.  C.  &  E.  I.  et  al. 

11983— Moshassuck  Valley  R.  R.  Co.  vs.  N.  Y.  N.  H.  &  H.  et  al. 

12004 — The  Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  et  al. 
September  30 — New  York,  N.  Y. — Examiner  Gerry: 

12703 — Theodore  A.  Leber  vs.  P.  &  R.  et  al. 
September  30 — Philadelphia,  Pa.— Examiner  McGrath: 

12778 — Salem  Glass  Works  et  al.  vs.  Director  General,   Mich.   Cent, 
et  al. 

September  30 — Omaha,  Neb.— Examiner  Kephart: 

12717 — Harding  Cream  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
October  1 — Chicago,  111.— Examiner  Hartman: 
*  4181 — Second   industrial  railways  case,   Illinois  Northern  Ry. 
October  1 — Philadelphia,  Pa. — Examiner  McGrath: 

12736 — The   George   B.    Newton   Coal   Co.    vs.    Director   General   and 

Pennsylvania. 
October  1 — Brownsville,  Tex. — Examiner  Mackley: 

12782 — Rio  Grande  Valley  Chamber  of  Commerce  et  al.  vs.  St.  Louis. 
Brownsville  &   Mexico  et  al.     Such   fourth   section   departures  as 
may  exist  will  be  considered  in  the  disposal  of  this  complaint. 
October  1 — St.  Paul,  Minn. — Examiner  Wilson: 

I.  and  S.  1384 — Potatoes  from  Minnesota,  Wisconsin  and  Upper  Mich- 
igan to  Central  and  Western  Trunk  Line  territories. 
October  1 — Austin,  Tex. — Examiner  Keene: 

12954 — The  State  Highway  Dept.  of  Texas  vs.  Director  General  et  al. 

12972 — The  State  Highway  Dept.  of  Texas  vs.  Director  General  et  al. 
October  1 — Argument  at  Washington,  D.  C.: 

12023 — Ellison-White  Chautauqua  System  of  Portland,  Ore.,  vs.  Di- 
rector General,  Arizona  Eastern  et  al. 
October  3 — Bismarck,  N.  D. — Examiner  Hoy: 

12892 — North  Dakota  express  rates. 
October  3 — Omaha,  Neb. — Examiner  Kephart: 

12743— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 

12910 — Fairmount  Creamery  Co.  vs.  C.  B.  &  Q.  et  al. 

12729 — David  Cole  Creamery  Co.  et  al.  vs.  Director  General.  C.  B.  & 
Q.  et  al. 

October  3 — Mobile,  Ala.— Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  3 — Philadelphia,  Pa. — Examiner  McGrath: 

12808— The  J.  G.  Brill  Co.  vs.  P.  B.  &  W.  et  al. 

12818 — Keystone  Elevator  and  Warehouse   Co.  vs.   Director  General 

and  Pa.  R.  R. 

October  3 — Houston,  Tex. — Examiner  Keene: 

12932— Humble  Oil  and  Refining  Co.  et  al.  vs.  Director  General  et  al. 
October  3 — Washington,  D.   C. — Examiner  Pitt: 
*  Fourth  Section  App.   12071 — Norf.  Sou.  Ry. 
October  4 — Philadelphia,   Pa. — Examiner  McGrath: 

12840 — G.  B.  Markle  Co.,  now  Jeddo-Highland  Coal  Co.,  vs.  Director 
General. 


October  4 — Galveston,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Reasonableness,  relationship  and  propriety  of  differentials  taken 
by  Galveston  over  Houston  on  traffic  to  Texas  points.) 

October  4 — New  Orleans,  La. — Examiner  Keene: 

12886 — Fleming  Bros,  et  al  vs.  Garyville  Northern  et  al. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
12478 — Allowance  of  mileage  for  Mississippi  River  crossings.     (Hear- 
ing confined  to  introduction  of  testimony  bearing  on  crossings  at 
Angola,  La.) 

October  5 — Grand  Rapids.  Mich. — Examiner  Quevedo: 

*  12977 — Jackson  Chamber  of   Commerce   et   al.    vs.    Ann   Arbor   et    ;il. 

Such  fourth  section  departures  as  may  exist. 

*  12828 — Michigan  Paper  Mills  Traffic  Assn.  vs.  C.  &  O.  et  al. 

October  5 — New  York,  N.  Y. — Examiner  Gerry: 

12848 — Aluminum  Co.   of  America  et  al.  v.  Massena  Terminal  et  aL 
12848  (Sub.  No.  1) — Ball  Cokl  Co.  vs.  Massena  Terminal  et  al. 

October  5 — Galveston,  Tex. — Examiner  Mackley: 

12798 — Galveston  Commercial  Assn.  vs.  G.  H.  &  S.  A.  et  al. 
I.  and  S.  1387 — Absorption  of  terminal  charges  on  grain  for  export 
at  Texas  ports. 

October  6 — Topeka,  Kan. — Examiner  Disque: 

11916 — Kansas  rates,  fares  and  charges. 
October  6 — New  Orleans,  La. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  6 — Mobile,  Ala. — Examiner  Keene: 

I.  and  S.  1372  (and  first  supplemental  order) — Meridian  rate  case. 
October  6 — Sioux  City,  la. — Examiner  Kephart: 

12402 — Hanford  Produce  Co.  vs.  Director  General  and  Am.  Ry.  Exp. 

12708 — Ballou  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
October  7 — Beaumont,  Tex. — Examiner  Mackley: 

12683 — A.  Kaplan  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 

12897 — Eastern  Texas  Electric  Co.  vs.  Director  General,  T.  &  N.  O. 
October  8 — Chicago,  111. — Examiner  Kephart: 

10771 — 1'nited  Iron  Works   Co.   vs.    Director  General,   A.    T.   &   S.   F.I 
et  al. 

Portions  of  Fourth  Section  Application  701,  F.  A.  Leland  and  othns, 

filed  by  various  western  carriers. 
October  8 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1358 — Box  shocks  from  Georgia,  North  and  South  Carolina 
and  Virginia  to  eastern  points. 


CONSOLIDATED   CLASSIFICATION    DOCKET 

There  was  printed  in  the  Daily  Traffic  World  of  September 
21  and  in  the  weekly  Traffic  Bulletin  of  September  24,  Docket 
No.  8  of  the  Consolidated  Classification  Committee  for  hearings 
of  the  Official,  Southern  and  Western  classification  committees 
on  proposed  changes  in  rules,  descriptions,  ratings  and  minimum 
weights,  to  be  held  in  Chicago,  beginning  October  10;  New  York, 
October  17;  and  Atlanta,  October  26. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket  12681 — Port  Investigation — Charges  for  wharfage,  handling,  storage,  and  other  accessorial  services  at  South  Atlantic 
and  Gulf  ports.  (Will  probably  be  extended  to  North  Atlantic  and  Pacific  Seaboards.)  At  Norfolk,  Charleston,  Savan- 
nah, Jacksonville,  Mobile,  New  Orleans  and  Galveston,  September  19th  to  October  10th. 

Official     transcripts    of    the    testimony     taken     in    proceedings    of    the        ^olwo'r'th  ^^g"^  York'Tity  °ffiC'a'    reP°rterS    *°   th*    Comi"i!sion- 

Commission    (see  Docket   of   the   Commission   in   each   issue   of   The  Traffic  °°Th°r  charge,  '"3*' fixed"  by   the   Commission,    is   1214    cents   per  page   for 

World)    throughout  the  country  except  Washington  can  be  had  only  from        each   copy   furnished. 
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State  Commerce  Commission;  1909-1919. 
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ATTORNEY   AT    LAW 
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St.  Louis.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claim*. 


October  i 


'nil'.     TRAFFIC     WORLD 


633 


up 

liiiiiiiiiiiininiiiiifiiiiiiiiiiiiii!!! 


y\ 


TABLE  OF  CONTENTS 


EDITORIAL 

Why  :t  merchant  marine? — Railroad  tax  coni  rovers} — Rale 
and  \v«m'  reduction!  637 

CURRENT    TOPICS    IN    WASHINGTON 

Sink.-  talk  causes  no  worry — Trade  associations  anil  anti- 
trust laws — Government  conflicts  over  competition — The 
from  I  and  Hie  bad  of  unlimited  debate  in  the  Senate 'ill 

DECISIONS    OF    THE    COMMISSION 

Consolidation  of  the  railroads;   in   re   consolidation  ol    railway 

properties   of   the    United    States    into   a   limited    number    of 

s>stems;  ease  lL".Mil  (t;:i  I.  C.  C..  455-660)  643 

Kxpivss  rules  <iii  li.  &  A.  in  Maine;  I.  and  S.  1345  (63  I.  C.  C., 

I.".-'- 1.'.  I)  646 

Adsorption  of  switching  charges  at  Toledo,  Ohio  (2);  I.  and 

S.  1326  (64  I.  C.  C.,  8) 646 

Mitsui  <t  Co.  vs.  Director  General.  C.  B.  &  Q.  et  al.;  case 

11725;  pig  lead  (65  I.  C.  C.,  4-5) 646 

Texaikana  Pipe  Work*  vs.  Director  General;  case  11650;  raw 

clay  11:1  1.  C.  C.,  6-7)  6.47 

Traetora.  garden:  classification  ratings  and  carload  minimum 

weight  on;  I.  and  S.   1339  (64  I.  C.  C.,  1-3)    647 


SHIPPERS   DEMAND    REDUCTIONS    IN    RATES 
LOSS   AND    DAMAGE   CLAIMS— By   C.    H.    Dietrich 

LOSS  AND   DAMAGE    DECISIONS 

'  'ases  decided  by  state  and  federal  courts 

THE  OPEN   FORUM 


647 
661 


663 


Henry  Ford  and  his  railroad — Why  a  merchant  marine? — The 
evolution    of    traffic    666 


QUESTIONS  AND   ANSWERS 

I^egal  and  practical  questions  answered  by  experts. 

PERSONAL    NEWS  AND    NOTES 

NEW    COMPLAINTS 

Digests    of   petitions    Hied    with    the    Commission 

DOCKET  OF  THE  COMMISSION 

Dates  and  places  of  hearings  and  arguments... 


670 
678 


680 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone.   Harrlton  8808 


MID- WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 


pendable, (and  the  most  im- 


portant)  personal   service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 

Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


October  1,  1921 
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GENERAL  AMERICAN  CARS 


Next  time  you  pass  through  a 
terminal,  note  the  number  of 
General  American-made  cars 
bearing  the  familiar  initials  of 
big  railroads,  and  the  names 
and  trade  marks  of  nationally 
known  manufacturers. 

In  three  great  plants  General 
American  is  making  cars  for 
all  industries  and  all  purposes 


— box,  flat,  stock,  grain,  gon- 
dola, and  hopper-bottom  types. 

If  you  are  interested  in  modern 
car  building,  either  as  a  rail- 
road executive,  or  as  a  shipper, 
General  American  Engineers 
will  be  glad  to  confer  or  corre- 
spond with  you  on  any  con- 
struction question. 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices:  Harris  Trust  Building,  Chicago,  U.  S.  A. 

Plants  at:  East  Chicago,  Ind.;  Sand  Springs,  Okla.;  Warren,  Ohio 
Sales  Offices:  17  Battery  Place,  New  York;    24  California  St.,  San  Francisco 
Cable  Address:  "Gentankar,  Chicaf  o"      All  Codes 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


MOBILE         NEW'  ORLEANS         SAN  DIEGO         LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


Through  Bills  of  Lading  issued  to  and  from  other  North   Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 

Marquette  Bldg.          Lafayette   Bldg.          Oliver  Building  Central  Bldg.          Merchants  Exchange  Railway  Exchange 

Chicago  Philadelphia  Pittsburgh  Los  Angeles  San  Francisco  Portland 

Pierce  Building         Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent          Metropolitan  Life  Bldg.  L.  C.  Smith  Bldg. 
St.  Louis                               Mobile,  Ala.                           New  Orleans,  La.                        Minneapolis  Seattle 


INDUSTRIAL  SITES 

THE  PORT  OF  TACOMA  has  set  aside  several 
acres  of  its  waterfront  properties  for  long-time  leases. 
These  tracts  are  exempt  from  all  taxes  and  the  yearly 
rental  charges  are  based  on  6  per  cent  of  the  actual 
costs.  They  are  adjacent  to  fresh  water,  light  and  power 
lines  and  may  be  connected  with  transcontinental  and 
street  railway  trackage. 

For  further  information  apply  to 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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RATE    AND    WAGE    REDUCTIONS 

The  demand  that  there  be  a  reduction   in   the  gen- 
jeral   level  of  freight  rates  has  been  enforced  in  volume 
and  importance  through  the  adoption  by  The  National 
llndustrial  Traffic  League  executive  committee  of  a  res- 
.olution   calling    for  such   a   reduction.      No  better   illus- 
tration  of  the   force  and   rapid   growth   of  sentiment  in 
•avor  of  such  action   could  be   furnished   than   the   fact 
•hat,  only  last  May,  The  Traffic  League,  in  convention 
at   (  Icveland,  adopted  resolutions  declaring  against  any 
'general  rate  reduction  at  that  time. 

The  demand  is  pressing  and  comes  from  all  sides. 
•The  carriers  must  meet  ij.  It  is  based  on  the  continued^ 
•msiness  depression,  the  fact  that  transportation  charges 
ftavc  not  kept  pace  with  the  downward  trend  of  com- 
•nodity  prices,  and  the  growing  improvement  in  the_ 
me  of  the  carriers. 

The  carriers  have,  if  they  wish  to  use  it,   a  barri- 
pde   from  behind  which  to  figlit.     They  may  say  that 
said.   thflt  they   shall  have  a  net  revs 


enue 


E>1  five  and  a  half  or  six  percent  on  their  valuation,  and 
It  is  not  for  them  to  take  the  position  that  they  must 
Share  in  the  business  depression  to  any  greater  extent 
pan  they  are  sharing,  by  foregoing  what  Congress  has. 
paid  they  must  have :  they  may  say  that,  even  if  they 
were  willing  to  make  the  sacrifice,  Congress  has  made 
i  law  which,  good  or  bad,  must  be  obeyed  until 
.-hanged;  they  may  say  that  they  have  done  their  ut- 
L"»-t  to.. get  the  cost  of  labor  down  but  the-  TJ,  S  ttnil- 
mad  Labor  .Board,  a  government  agency,  stands  in  the 
lv;'}  :  they  may  say  that,  without  such  a  reduction  m 
the  cost  of  their  labor,  they  absolutely  cannot  reduce 
rates,  for  their  increasing  net  revenue  is  more  apparent 
man  real,  beinff,  to  great  extent,  the  result  of  under 
maintenance. 

And    the    railroad-,    in    making   anv    or   all   of   these 
fcleas,   would  he   technical!)    correct.     What   shipper.-  dc 


mand  of  them  and  what  we  expect  of  them  is  that  they 
cease  hiding  behind  the  barricade  and  come  out  into 
the  open  for  the  kind  of  fight  that  any  business  man 
must  make  if  he  is  going  to  do  himself  and  his  country 
justice  and  that  he  delights-  in  making  if  he  is  of  the 
virile,  red-blooded  kind. 

But   shippers,   we   thinkr   would   he   of   more 


ance  in  this  matter  if  they  would  say  how  they  expect 
the  carriers  to  do  the  things  demanded.  The  executive 
committee  of  the  League  has  merely  demanded  a  reduc- 
tion in  freight  rates  commensurate  with  the  saving 
brought  about  by  a  proper  readjustment  of  wages.  It 
puts  it  up  to  the  carriers  to  bring  about  this  readjust- 
ment, but  does  not  say  how,  except  as  to  the  abroga- 
tion of  the  national  agreements.  Of  course,  it  may  be 
expected  that  the  carriers,  if  they  regard  these  and 
other  resolutions  seriously,  will  have  their  own  ideas 
as  to  how  to  go  about  obtaining  the  results  desired,  and 
what  was  in  the  minds  of  the  framers  of  the  resolutions 
may  be  assumed.  At  the  same  time,  we  believe,  it 
would  have  been  better,  in  putting  out  what  is,  in  a 
way,  a  program  for  public  consumption,  for  the  Traffic 
League  people  to  say  just  what  was  in  their  minds.  If 
they  think  the  Labor  Board  should  be  disregarded,  for 
the  reason  that  there  is  no  penalty  prescribed  for  dis- 
regarding it,  they  should  say  so;  if  they  think  there  is 
a  legal  way  by  which  wages  may  be  fixed  outside  the 
jurisdiction  of  the  Labor  Board,  they  should  say  so;  if 
they  think  the  Labor  Board  should  be  abolished,  they 
should  say  so. 

The  carriers  should  choose  one  of  these  methods,; 
and  they  will  have  to  do  so  if  they  are  to  meet  the 
public  demand  for  reduced  wages  and  rates.  They  will 
also,  we  believe,  if  anything  is  to  be  done  immediately, 
have  to  advocate  a  change  in  the  rate-making  section 
of  the  law  which  prescribes  that  for  the  first  two  years 
the  Commission  shall  make  rates  that  will  earn  for  the 
carriers  a  net  return  of  five  and  a  half  or  six  per  cent. 
If  reductions  in  rates  are  to  be  postponed  until  next 
March  or  later,  then  that  change  is  not  necessary,  for 
the  two  years'  period  expires  at  that  time.  We  think 
shippers  should  back  them  up  in  any  such  proposal. 
Certainly  there  is  no  legal  way  in  which  rates  can  be 
reduced  now  if  the  result  is  to  be  a  reduction  in  car- 
riers' revenue,  which  has  not  yet,  even  with  under  main- 
tenance, reached  the  percentage  fixed  by  law. 

Shippers  are  prone  to  say  that  the  carriers  are 
hiding  behind  these  two  provisions  of  the  law— the  one 
Creating  the  Laboi  I'.oard,  \\illi  \\hat  ha.-  been  accepu-d 
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(il LF, MOBILE  4  NORTHERN 
RAILROAD 

AND   COVXECTIOXS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C.  * 
St.  L.  R.  R.,  via  Jackson,  Tenn. :  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rya.  via  Newton,  Miss.,  and  Shreveport,  La. :  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


LEAVE: 

Jackson,  Tenn. 
New  Albany,  Miss. 
ARRIVE: 
Meridian 
Mobile 

New   Orleans    (N.   O.    &   N.   E.) 
Shreveport  (A.  &  V.-V:  S.  &  P.) 


SOUTHBOUND 

TRAIN      TIME 

71 
71 


4:30  p.  m. 
12:30  p.  m. 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

53  5:40  a.  m.  2nd  day 

55  5:30  p.  m.  2nd  day 


MILES 

0 

83 

261 
409 
443 
528 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.) 
New  Orleans    (N.   O.   &  N.  E.) 
Mobile 
Meridian 
ARRIVE: 
New   Albany 
Jackson,    Tenn. 


52  3:00  p.  m. 

52  9:40  p.  m. 

72  10:00  p.  m. 

30-72  *7:35  a.  m. 

72     *12:30  a.  m.  2nd  day 

72       *8:00  a.  m.  2nd  day 

*next    day 


lyal,  ol  yo  per  cent  Southbound,  indicating  a  dependability  of  service 
indispensable  in  the  handling  of  Intercoastal  and  Export  shipments 
to  clear  from  Gulf  ports  on  specified  sailing  dates.  No  special  advices 
or  arrangements  necessary,  as  these  services  are  given  on  all  through 
shipments  regardless  of  the  commodity. 
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San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO  :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  SB  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line—  Sunset  Route,  care  S.  D.  85  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  SB  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 

DIFftft    &    ARIZONA    R  All  WAY      Sail 
UltUU    OC    AIU&UHA    R.  AIL  TT  A  I  ,    0311 


R  a  r^RSTEY,\«r,«mTrafficg  Manager 

A.  D.  HAQAMAN.  District  Freight  «nd  Passenger  Agent 


(Vlnbrr    1,   1921 


Till'.     TKAFHC     WORLD 


as  jurisdiction  over  wage  scales,  ami  the  one  directing 
that  rates  shall  be  so  made  as  to  bring  a  certain  net  rev- 
•  enue.  If  they  have  been  doing  so,  why  not  expose  them 
|  by  tearing  away  the  barricade?  There  is  nothing  to  be 

1  gained,  we  believe,  by  keeping  secret  any  part  of  any 
plan  one  may  have  for  solving  this  transportation  prob- 
lem. If  shippers  will  be  frank  and  reasonable  and  car- 
riers will  assume  the  responsibility  they  ought  to  covet 
and  the  burden  that  goes  with  the  conduct  of  any  great 
business,  there  will  not  long,  we  believe,  be  any  great 
transportation  problem. 


RAILROAD   TAX    CONTROVERSY 

In   these   days  when   railroads   must,   of   necessity, 
^conserve  their  resources  most  carefully  and  when  the 
amount  of  their  net  revenue  is  so  closely  scrutinized  by  , 
[government  agencies,  charged  with  the  duty  of  super- 
vising it,  and  by  the  public,  interested  in  keeping  ex- 
penses down  so  that  the  reductions  may  be  reflected  in 

Bower  rates,  there  is  perhaps  too  little  attention  being 
paid  to  the  matter  of  railroad  taxation.  In  too  many 
places  and  among  too  many  state  authorities,  we  fear, 

•the  sentiment  still  prevails  that  the  railroad  corpora- 
tions,  like  all  corporations,  are  to  be  made  to  pay  in 
'  taxes  amounts  not  comparable  with  those  exacted  from 
others,  and  the  temptation  exists  for  the  railroads  to 
use  the  kind  of  "influence"  that  in  days  gone  by  was 
the  customary  thing. 

The  United  States  Court  in  Iowa  has  issued  an 
injunction  against  the  authorities  in  that  state,  for- 
bidding the  tax  assessment  recently  announced  by  the 
executive  council,  consisting  of  the  governor  and  three 
state  officers,  whose  duty  it  is  to  place  a  valuation  on 
the  railroads  for  taxation  purposes.  The  substance  of 
an  article  on  this  subject  that  recently  appeared  in  an 
Iowa  agricultural  journal  is  as  follows : 

Any  discussion  regarding  the  railroad  tax  valua- 
tions recently  made  by  the  executive  council  is  useless 
which  does  not  explain  the  discrepancies  between  the 
valuations  of  farm  property  for  'taxation  and  the  rail- 
road valuation.  Taking  a  certain  railroad  as  an  exam- 
ple, its  value  as  claimed  before  the  Interstate  Commerce 

.Commission  for  rate  making  purposes,  as  announced  by 
the  Commission,  was  $49,765  a  mile,  on  which  valua- 
tion the  Commission  allowed  a  schedule  of  rates  which 
it  was  thought  would  produce  a  net  income  of  five  and 
one-half  per  cent,  but  which  subsequent  experience 
shows  has  failed  to  produce  such  return  on  account  of 
lack  of  business,  high  wages,  high  prices  of  coal,  and 
other  operating  expenses.  The  executive  council  of 
Iowa  placed  a  valuation  for  taxation  purposes  on  it  of 
$42,000  a  mile,  which  was  84  per  cent  of  the  valuation 
made  by  the  Interstate  Commerce  Commission. 

At  the  same  time  the  average  value  of  farm  lands 
'as  established  before  the  executive  council  and  in  the 
federal  court  was  in  excess  of  $200  an  acre,  but  the 
average  assessed  value  of  farm  lands  in  the  state  for 
taxation  purposes  is  $76  an  acre — that  is,  farm  lands 
are  valued  for  taxation  at  38  per  cent  of  their  full  value, 
while  railroads  are  valued  for  taxation  at  84  per  cent  of 
their  full  value,  and  it  is  on  this  issue  of  84  per  cent 
again -it  3s  per  cent  that  the  controversy  mainly  centers. 


On  general  principles,  the  railroads  claim  that  tin 
estimate  of  their  value  as  a  basis  for  allowing  them  to 
earn  a  certain  return  has  nothing  to  do  with  their 
value  for  purposes  of  taxation.  As  sometimes  stated, 
the  valuation  for  the  purpose  of  ascertaining  a  basis  on 
which  they  ought  to  have  a  return  of  5j4  per  cent  is  the 
amount  that  has  been  put  into  the  property  by  the  own- 
ers, while  the  valuation  for  purposes  of  taxation  is 
based  on  the  amount  that  can  be  taken  out  of  the  prop- 
erty through  earnings.  This  is  really  the  rule  which 
applies  to  all  tax  valuations — namely,  that  value  for  tax 
purposes  depends  on  income. 

The  Iowa  railroads  are  not  complaining  so  much, 
however,  on  the  ground  that  their  properties  are  not 
worth  the  amounts  indicated,  but  they  are  contesting 
strenuously  against  an  eighty-four  per  cent  assessment 
being  placed  on  them  when  farm  property  in  that  state 
is  assessed  at  only  thirty-eight  per  cent  of  its  value. 

Therefore,  any  showing  that  the  Iowa  railroad  tax 
assessment  is  not  in  excess  of  actual  value  is  only  a  part 
of  the  case,  and  it  is  not- the  part  that  is  the  subject  of 
serious  dispute  at  this  time.  The  vital  question  in  Iowa 
is  whether  one  rule  and  ratio  of  valuation  shall  be  ap- 
plied in  the  case  of  farm  property,  which  is  the  main 
body  of  Iowa  property,  and  a  different  rule  and  ratio  of 
tax  valuation  in  the  case  of  railroad  property.  The 
question  is  not  whether  the  railroads  in  Iowa  are  worth 
what  they  are  assessed,  but  whether  Iowa  railroads  shall 
be  assessed  at  eighty-four  per  cent  of  their  full  value, 
while  farm  property  is  assessed  at  only  thirty-eight  per 
cent  of  its  full  value. 

The  Supreme  Court  of  Iowa,  in  a  recent  case, 
known  as  the  Keithsburg  Bridge  case,  or  the  Iowa  Cen- 
tral Railway  case,  laid  down  the  following  principle- 
regarding  taxation,  based  on  the  provision  of  the  con- 
stitution of  that  state  requiring  that  taxation  shall  be 
uniform : 

The  property  of  a  railroad  company  shall  be  subject  to  taxation 
the  same  as  that  of  individuals.  Taxes  must  be  uniform  and  must 
not  be  imposed  unequally  upon  particular  classes.  The  paramount 
object  in  taxation  is  equality,  and  if  the  property  of  a  tax  payer  is 
assessed  higher  proportionately  than  other  property,  he  has  a  just 
cause  of  complaint. 

In  that  case  the  court  found  that  the  average  true 
value  of  farm  lands  in  that  township  was  $137  an  acre, 
while  the  average  tax  assessment  thereon  was  only  $51 
an  acre — that  is,  farm  property  was  being  valued  for 
taxation  at  only  forty  per  cent  of  its  full  value  in  that 
locality  and,  therefore,  the  same  percentage  was  applied 
by  the  court  to  the  market  value  or  full  value  of  the 
railroad  property  as  the  measure  for  its  tax  valuation. 


WHY  A  MERCHANT  MARINE? 

In  the  July  23  number  of  The  Traffic  World  we  pub- 
lished an  editorial  under  the  above  caption  that  has 
aroused  considerable  comment.  Many  of  those  who 
have  adversely  criticized  it  have  taken  the  ground  that 
it  was  un-American — that  one  cannot  question  the  wis- 
dom of  a  subsidized  merchant  marine  without  being  un- 
patriotic. The  most  vicious  attack  we  have  seen  was 
contained  in  an  article  written  for  South  Atlantic  Ports 
by  one  J.  W.  Hart.  We  do  not  know  who  he  is.  He 
not  only  has  a  foul  tongue  and  a  vile  imagination,  but. 
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judging  from  his  language,  his  literary  exercise  has  con- 
sisted in  the  writing  of  moving  picture  scenarios  and 
his  education  in  history  and  economics  is  recent  and  in- 
complete. He  devotes  a  long,  sophomoric  article  to  as- 
serting that  The  Traffic  World  and  others  are  governed 
by  sinister  motives  when  they  dare  question  the  wisdom 
of  endeavoring  to  maintain  an  American  merchant  ma- 
rine by  some  form  of  subsidy. 

We  should  not  notice  this  person  and  his  bombastic 
marshalling  against  us  of  the  Pilgrim  Fathers,  John  Paul 
Jones,  Dewey  at  Manila  Bay,  and  the  soldiers  who  gave 
their  lives  in  the  recent  World  War,  were  it  not  for  the 
fact  that  Senator  Fletcher  has  seen  fit  to  have  his  article 
printed  in  the  Congressional  Record.  By  doing  so  and 
thus  showing  his  agreement  with  the  charges  made,  or 
at  least  playing  the  part  of  the  gossip  in  passing  them  . 
on,  Senator  Fletcher  lends  himself  to  a  most  unfair  and 
unreasonable  attack,  no  matter  what  he  may  think  about 
the  merits  of  a  merchant  marine  policy,  and  disgraces 
the  high  office  to  which  his  constituents  have  been  so 
unfortunate  as  to  elect  him — to  say  nothing  of  his  help- 
ing still  further  to  degrade  the  Congressional  Record, 
which  is  a  sewer  for  anybody's  and  everybody's  use. 

To  the  questions  that  we  asked  in  our  former  edi- 
torial, and  which  were  asked  in  a  genuine  spirit  of  in- 
quiry, Mr.  Hart  makes  but  one  direct  reply,  and  that  re- 
ply is  false.  His  reply  is  "yes"  to  the  question  as  to 
whether  an  American  merchant  marine  can  be  main- 
tained without  what  amounts  to  subsidy  and  taxation  of 
the  public.  It  shows  his  ignorance  as  well  as  his  un- 
willingness to  be  fair,  for  most  of  the  argument  on  this 
subject  is  with  the  admission  by  those  favoring  a  mer- 
chant marine  that  some  kind  of  subsidy  will  be 
necessary. 

There  is  no  reason  that  we  can  see  why  men  should 
not  differ  on  this  subject  without  any  of  them  being 
considered  un-American  or  unpatriotic.  Patriotism  and 
Americanism  do  not  consist  merely  in  the  blowing  of 
horns  and  the  waving  of  flags.  A  brass  band  is  not  of 
itself  patriotic.  Patriotism  consists  in  doing  what  one 
thinks  best  for  his  country.  One  may  be  wrong  in  his 
idea  of  what  is  best,  but  the  way  to  correct  him  is  not  to 
charge  him  with  being  a  Benedict  Arnold.  To  do  so  is 
both  unjust  and  tactless. 

In  only  one  phase  of  the  demand  for.  an  American 
merchant  marine  is  there  the  least  justification  for  con- 
sideration of  the  problem  on  any  but  business  and  eco- 
nomic grounds.  That  exception  is  the  plea  for  a  mer- 
chant marine  on  the  ground  of  its  value  in  time  of  war. 
But  even  here  men  may  differ  without  their  patriotism 
being  called  in  question.  We  may  be  in  favor  of  a  large 
standing  army  in  time  of  peace ;  you  may  not  be ;  but 
are  we  to  question  your  patriotism  on  that  account?  To 
state  the  question  is  to  answer  it.  Why  then  the  hyper- 
bolic language  and  the  gnashing  of  teeth  over  this  mer- 
chant marine  question? 

We  cannot  do  better,  either  in  discussing  the  ques- 
tion on  its  merits  or  in  showing  that  other  thinkers  agree 
somewhat  with  our  own  point  of  view,  than  by  quoting 
the  following  from  an  article  on  the  subject,  "The  Crux 
of  our  Shipping  Problem,"  written  by  E.  S.  Gregg,  head 


• 
of  the  transportation  division  of  the  Bureau  of  Foreign    • 

and  Domestic  Commerce : 

Careful  students  of  American  shipping  have  been  accustomed  j 
to  start  discussions  of  the  subject  by  asking,  is  it  economic  for  j 
the  United  States  to  have  a  large  merchant  fleet?  *  *  * 

Our  shipping  problems  cannot  be  solved  by  press  agents  who   I 
shout  in  two  column  leads  that  Old  Glo.ry  is  again  spread  to  the  '] 
breeze  in  all  the  important  ports  of  the  world,  for  the  appear- 
ance of  our  flag  in  distant  harbors,  like  indiscreet  peach  blos- 
soms in  the  spring,  may  be  ephemeral.     Nor  can  the   issue  be 
settled   by   legislative  fiat,   Congress   inevitably   callii-.g  to   mind 
the  figure  of   Stephen  Leacock's  comic   horseman   who   rode   off 
in  all  directions  at  the  same  time.     The  ultimate  decision  will( 
be  made  by  the  business  sense  of  the  country  and  will  doubtless 
be  worked  out  through  individual  enterprise,  perhaps  with  gov- 
ernment assistance.    And  the  facts  that  cannot  be  neglected  are, 
first,  that  shipping,  which  ordinarily  yields  a  small  direct  return, 
will  barely  make  expenses  during  the  next  few  years,  and,  second, 
that  it  costs  more  to  operate  vessels  under  the  American  flag 
than  under  other  registries.     The  latter  statement  is  no  hasty] 
generalization,  but  is  based  on  the  experience  of  one  of  the  largest 
American  companies  which   operates  ships   under  several   flags. ' 

It  is  not  the  purpose  to  go  into  the  complications  of  the 
problem  but  rather  to  refer  to  the  biblical  king  who,  before 
going  to  war,  sat  down  and  calculated  the  cost.  It  is  a  question 
of  the  game  being  worth  the  candle,  of  whether  the  collateral 
and  intangible  benefits  will  compensate  for  the  low  direct  finan- 
cial return,  and,  if  not,  of  whether  we  are  willing  to  support 
subsidies. 

But  then,  of  course,  Mr.  Gregg  may  not  be  a  good 
American  and  he  may  be  engaged  in  some  insidious  plot 
with  the  enemies  of  our  country. 


REVENUE  FREIGHT  LOADING 

The  Traffic   World   IJ'ashinylcn  Bureau 

Revenue  freight  loading,  in  the  week  ended  September  17, 
exceeded  that  of  any  other  week  in  1921.  The  total  number  of 
cars  loaded,  as  reported  to  the  American  Railway  Association, 
was  853,762.  The  next  highest  loading  was  in  the  week  ended 
September  3,  when  the  total  was  830,601.  The  loading  in  the 
week  preceding  that  of  September  17  totaled  748,118  cars,  the 
decline  being  due  to  observance  of  Labor  Day.  In  the  weeks  ofi 
19*0  and  1919  corresponding  with  that  ending  September  17,  thei 
total  number  of  cars  loaded  was  991,166  and  994,991,  respectively. 

Revenue  freight  loaded  by  districts  in  the  week  ended  Sep- 
tember 17  and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:   Grain  and  grain  products,  8,818  and  8,043; 
live  stock,  2,982  and  2,617;    coal,  43,924  and  46,203;    coke,  1,34! 
and  3,800;  forest  products,  4,055  and  7,866;  ore,  1,565  and  12,022;: 
merchandise,  L.  C.   L.,   61,757  and  47,067;    miscellaneous,   84,239 
and   108,176;    total,   1921,   208,862;    1920,   235,794;    1919,   241,111.; 

Allegheny  district:  Grain  and  grain  products,  3,997  and  2,981: 
live  stock,  3,124  and  3,621;  coal,  46,746  and  58,284;  coke,  2,244  and1 
7,336;  forest  products,  2,449  and  3,615;  ore,  6,176  and  16,204;  mer-i 
chandise,  L.  C.  L.,  52,637  and  50,426;  miscellaneous,  51,901  andj 
67,272;  total,  1921,  169,274;  1920,  209,739;  1919,  211,862. 

Pocahontas  district:  Grain  and  grain  products,  309  and  190; 
live  stock,  390  and  267;  coal,  18,732  and  24,333;  coke,  154  and  1,-; 
083;  forest  products,  1,136  and  1,952;  ore,  224  and  205;  mew 
chandise,  L.  C.  L.,  5,765  and  5,418;  miscellaneous,  4,223  and  4,-; 
730;  total,  1921,  30,933;  1920,  38,178;  1919,  36,513. 

Southern  district:  Grain  an-d  grain  products,  3,774  and  2,987: 
live  stock,  1,874  and  2,170;  coal,  22,337  and  26,228;  coke,  306  and 
1,464;  forest  products,  15,112  and  17,993;  ore,  380  and  3,449;  men 
chandise,  L.  C.  L.,  38,296  and  35,356;  miscellaneous,  38,283  andj 
41,264;  total,  1921,  120,362;  1920,  130,911;  1919,  127,077. 

Northwestern  district:  Grain  and  grain  products,  15,788  and 
14,800;  live  stock,  7,435  and  8,605;  coal,  9,860  and  12,033;  coke; 
505  and  1,578;  forest  products,  11,145  and  14,366;  ore,  18,376  andj 
48,920;  merchandise,  'L.  C.  L.,  28,698  and  29,416;  miscellaneous,] 
34,684  and  39,775;  total,  1921,  126,491;  1920,  169,493;  1919,  173,170.1 

Central  Western  district:  Grain  and  grain  products,  17,701 
and  12,487;  live  stock,  11,684  and  12,761;  coal,  19,583  and  22,692; 
coke,  170  and  449;  forest  products,  6,339  and  8,212;  ore,  724  andi 
3,308;  merchandise,  L.  C.  L.,  32,117  and  31,587;  'miscellaneous,! 
45,726  and  48,333;  total,  1921,  134,044;  1920,  139,829;  1919,  140,689 

Southwestern  district:  Grain  and  grain  products,  4,944  andl 
4,792;  live  stock,  2,910  and  2,667;  coal,  4,876  and  6,330;  coke,  132 
and  117;  forest  products,  6,236  and  8,064;  ore,  770  and  681;  merj 
chandise,  L.  C.  L.,  15,793  and  17,725;  miscellaneous,  28,315  anffl 
26,846;  total,  1921,  63,976;  1920,  67,222;  1919,  64,569. 

Total,  all  roads:  Grain  and  grain  products,  55,331  and  46,280;! 
live  stock,  30,399  and  32,708;  coal,  166,058  and  196,103;  eokeJ 
4,853  and  15,827;  forest  products,  46,472  and  62,068;  ore,  28,21;':) 
and  84,789;  merchandise,  L.  C.  L.,  235,063  and  216,995;  miseeU 
laneous,  287,371  and  336,396;  total,  1921,  853,762;  1920,  991,166;) 
1919,  994,991. 
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Current  Topics 

in  Washington 


Strike    Talk   Causes    No    Worry.— No   one    In    official    life    in 

hington   appears   lo   l)i<   taking  serious  notice  of  the  threats 

Of  strike  by  Hie  railroad  workers.     It  is  possible  President  Har~ 

is   thinking  about    Hie  matter,   but,   if  so,  he  has  given  no 

indication  of  concern  about  it.     There  is  great  skepticism  about 

the  calling  of  a  general  strike,  largely  because  it  Is  known  that 

there  arc  se\eral  hundreds  of  thousands  of  railroad  workers  out 

of  employment   or  working  on  short  time.     Much  growling  has 

been  done   by   workers  out   of  employment  or  on  short  time  be- 

110  of  ilieir  colleagues  have  not  seen  fit  to  take  voluntary 

0111  iheir  jobs,  thereby  giving  some  employment  to  those 

who  are  junior   in   the  service  and   the  first  to   be  furloughed. 

'idini;  lo  reports  from  supervisory  officials,  there  is  just  as 
much  selfishness  among  railroad  workers  as  among  other  classes 
of  humanity;  also  just  about  as  much  understanding  among 
them  that  the  public  will  not  stand  for  strikes  by  men  who 
are  receiving  $10  and  $12  a  day,  as  there  is  in  other  classes. 
The  possibility  of  a  strike  is  not  denied.  In  1892  the  highly 
paid  employes  of  the  Homestead  steel  mills  went  on  strike. 
That,  however,  was  the  end  of  union  labor  domination  of  the 
ami  sled  industry.  The  public,  weeks  after  the  beginning 

lie  sirike,  began  learning  the  facts  and  from  that  time  for- 
ward it  was  a  case  of  thumbs  down  for  the  instigators  of  the 
strike.  The  union  machinists  of  the  country,  who  have  bought 
several  plants  with  a  -view  to  keeping  them  going  because  the 
owners  said  they  could  not  make  a  profit  by  keeping  them  in 
operation,  are  reported  to  have  made  a  contract  with  somebody 
in  Mexico  to  furnish  Mexican  railways  with  steel  for  relaying 

•  nsiderable  mileage.  They  intend,  it  is  reported,  to  turn  that 
contract  over  to  some  steel  rail  mill  in  the  United  States,  al- 

mh,   according  to  the  views  of  the  machinists,  there  is  no 

rail    mill   in   the   country.     By   fair   they   mean   one   that 

ors  union  labor  to  the  exclusion  of  non-union.     They  are  said 

be  ready  lo  turn  the  contract  over  to  an  open  shop,  because 

Hiey   recognize   that  it  would  not   be  good  politics  for  them  to 

Mini  the  contiact  over  to  some  foreign  rail  concern,  while  there 

are  so  many  Americans  out  of  work.     The  point  to  that  is  that 

when  the  railroad  labor  unions  are  put  face  to  face  with  a  strike 

osition,  they  will  think  twice  before  flying  into  the  face  of 
public  sentiment,  of  which  the  farmers  of  the  country  constitute 
nearly  one-half,  which  sentiment  is  that  railroad  labor  is  well 

i  and  will  continue  to  be  well  paid,  even  when  there  has 
been  a  reduction  from  the  high  level  of  mid-war  wages,  espe- 

l\  when  a  defiance  of  public  sentiment  will  mean  throwing 
mil  of  employment  many  union  men,  as  well  as  non-union  work- 
men, at  a  time  when  the  ranks  of  the  unemployed  are  more 
filled.  One  of  the  facts  tending  to  lessen  the  danger  of  a 
general  strike,  it  is  believed,  is  that  Americans  all  read  pretty 
much  the  same  news  dispatches  and  opinions  in  the  newspapers, 
ami  there  is  believed  to  be  no  body  so  great  as  the  body  of 

oad  workers,  composed  of  uninformed  men,  who  might  be- 
ihis  would  be  a  good  time  to  "pull"  a  strike  for  a  continu- 
jtnce  of  war-time  prices. 


Trade  Associations  and  Anti-Trust  Laws:  Attorney-General 
I'augherty  and  Secretary  Hoover  are  having  a  nice  little  argu- 
ment over  the  question,  raised  by  Hoover,  of  whether  the  activi- 
ties of  trade  associations  should  be  so  defined  and  delimited 
by  authoritative  announcement  that  no  trade  association  would 
involuntarily  transgress  any  of  the  anti-trust  laws.  Hoover 
thinks  the  chief  law  officer  of  the  government  should  so  lay 
down  the  meaning  of  the  anti-trust  laws  that  every  trade  asso- 
'iaiion  would  know  what  it  could  and  could  not  do.  Daugherty 

iiposed  to  that  because,  through  his  subordinates,  he  is  con- 
tending with  the  subordinates  of  Hoover,  that  every  trade  asso- 
ciation should  read  the  law  and  then  obey  it,  trusting  to  its  good 

c  to  square  its  conduct  with  what  the  law  means  when  it 
makes  illegal  all  combinations  in  restraint  of  trade,  etc.  Hoover, 

^   more   of  a   business   men   than   a  politician  or  a  lawyer, 

res  a  ruling  on  the  activity  of  trade  associations,  so  that  he 
may  induce  them  to  come  out  of  their  shell  and  help  him  gather 

sties  of  manufactures,  which  the  law  says  must  be  taken 
in  1922.  In  July  he  had  a  mass  meeting  of  trade  associations. 
He  and  his  assistants  made  speeches  to  them,  telling  them  how 
'id  it  would  be  if  they  all  turned  in  and  helped  the  Depart- 
ment of  Commerce  gather  the  figures  of  stock  production  and 

umption  so  that  they  could  be  published  in  time  to  do  some- 
body some  good.  The  association  men  went  back  home,  but 
'hey  did  not  warm  up  to  Hoover's  suggestion.  When  he  inquired 
why  not  he  was  asked  whether  he,  if  he  were  in  their  places,  in 
view  of  DaiiKherty's  prosecution  of  "open  price"  associations 
under  thi'  anti-trust  law,  would  admit  to  any  branch  of  the  gov- 
ernment, that  an  association  had  or  could  obtain  statistics  of 
product  ion.  consumplion,  stocks  and  prices,  especially  when  the 


mere  possession  of  such  Information  wan  taken  by  Daugherty's 
subordinates  to  mean  that  they  had  been  gathered  to  enable 
the  trade  to  restrain  itself,  If  and  when  It  seemed  there  was 
danger  of  overstocking  the  market?  When  Hoover  found  out 
that  that  was  what  was  keeping  the  associations  from  co-operat- 
ing with  the  government,  he  started  out  to  persuade  Daugherty 
to  rule  on  the  question,  for  Hoover's  benefit,  so  he  could  tell 
the  associations  what  they  might  and  what  they  might  not  do 
In  gathering  Information  that  would  enable  those  In  a  given 
irade  to  govern  themselves  so  as  to  keep  the  industry  from  go- 
ing on  the  rocks.  Hoover,  as  a  cabinet  member.  Is  in  a  position 
to  call  on  Daugherty  for  a  ruling  on  that,  because  Daugherty 
is  the  legal  adviser  of  the  President  and  the  members  of  his 
cabinet.  Thus  far,  however,  Hoover  has  not  been  able  to  make 
Daugherty  talk.  If  the  latter  gave  advice  to  Hoover,  the  latter 
would  feel  free  to  tell  the  associations  what  they  might  and  what 
they  might  not  do.  Daugherty  does  not  want  to  make  such  a 
record.  It  might  come  up  to  plague  him  during  the  trial  of  one 
of  the  anti-trust  suits. 


Government  Conflicts  Over  Competition.  —  The  debate  be- 
tween Daugherty  and  Hoover  is  only  one  of  the  many  phases 
of  the  conflict  always  going  on  between  members  of  every  Pres- 
ident's cabinet,  or  between  the  Federal  Trade  Commission  and 
some  member  of  the  cabinet.  Such  a  struggle  is  inevitable  so 
long  as  the  law  books  are  cumbered  with  what  most  business 
men  deem  the  archaic  and  blackmailing  anti-trust  laws.  The 
Attorney-General,  as  the  chief  law  officer,  and  the  Federal  Trade 
Commission,  are  charged  with  the  enforcement  or  the  anti-trust 
laws.  It  is  true  that  the  late  Senator  Newlands,  author  of  the 
trade  commission  law,  intended  that  body  to  abate  the  nuisances 
in  business  called  anti-trust  suits,  but  the  Newlands  law  has  been 
worked  exactly  the  opposite  from  what  was  intended  by  New- 
lands.  The  Department  of  Commerce,  charged  bv  law  with  the 
fostering  and  promoting  of  commerce  and  industry,  realizes  that 
there  must  be  combination  andjmore  or  less  restraint  of  com- 

petition  It   the   natlori    IS,    tn  hp  pfflAiPnt    and  I    Ttinnnpnly   pravc 

because  monopoly  is  the  natural  outcome  of  unrestrained 


petltion.  .But  the  minute  the  Secretary  of  Commerpp  geta 
industry  organized  SO  that  if,  can  have  a  national  cnnspinnHnpss 
and  a  national  aim,  the  iDdivjdyiaHatH  In  thp  nenartment  nf  .1113. 
tice  start  prosecutions  and  then  the  fat  is  in  the  fire  Love  of 
notoriety  is  usually  at  the  bottom  of  an  anti-trust  suit.  When 
that  is  not  the  motive,  it  is  safe  to  assume  that  somebody  is 
trying  to  have  competition  with  him  in  his  line  of  business  re- 
duced by  having  somebody  punished  for  disobeying  the  anti- 
trust laws.  If  the  wholesale  grocers  drive  the  packers  out  of 
the  wholesale  grocery  business,  or  the  packers  drive  the  grocers 
into  the  meat  business,  competition  will  be  limited  or  increased. 
Of  course,  the  packers  are  not  suspected  of  desiring  the  grocers 
to  come  into  the  meat  business,  but  there  is  a  suspicion  that 
the  grocers  want  to  drive  the  packers  out  of  the  grocery  busi- 
ness. Of  course,  the  public  official  who  helps  in  trade  fights,  on 
one  side  or  the  other,  believes  he  is  acting  in  the  public  and 
not  in  a  private  interest. 


The  Good  and  the  Bad  of  Unlimited  Debate. — Congress  is 
at  work  again.  If  the  question  of  beer  or  no  beer  for  medicinal 
purposes  can  be  kept  in  the  background  for  a  few  weeks,  it  may 
be  possible  for  the  Senate  to  pass  the  tax  revision  law  and  the 
House  to  pass  S.  621,  extending  the  time  for  the  filing  of  un- 
disputed or  straight  overcharge  claims.  Concurrently,  the  Sen- 
ate may  consider  and  ratify  the  treaty  of  peace  with  Germany — 
if  Senator  Borah  will  consent.  If  these  conditions  are  not  met 
it  may  be  months  before  the  essential  bills  are  acted  upon.  Most 
Americans,  it  is  believed,  will  gnash  their  teeth  over  the  delay 
made  possible  by  the  practically  unlimited  debate  in  the  Senate. 
They  will  think  they  approve  of  plans  to  limit  the  debate  in 
that  body  because  they  want  something  passed.  But  when  they 
remember  that  it  was  unlimited  debate  that  resulted  in  keeping 
this  country  out  of  the  League  of  Nations,  they  may  think  that, 
the  bad  must  be  taken  with  the  good.  There  are  several  million 
Americans  who  still  regard  the  League  of  Nations  as  essential 
to  the  peace  of  the  world  and  the  happiness  of  the  people  of 
the  United  States.  Those  millions,  it  is  suspected,  felt  about 
the  unlimited  debate  in  the  Senate  about  as  do  those  who  want 
to  gnash  their  teeth  because  the  tax  revision  and  other  bills  in 
which  they  are  interested  are  not  passed.  While  the  Senate 
will  get  much  berating,  no  one  will  think  about  the  weeks  and 
weeks  the  House  had  the  tax  bill  under  consideration.  The  re- 
sponsibility of  the  Senate  is  equal  to  that  of  the  House  and 
the  use  of  an  equal  amount  of  time  in  disposing  of  the  tax 
revision  bill  may  not,  after  all,  be  reason  for  thinking  that  the 
Senate  should  be  abolished,  or  at  least  that  it  should  be  gagged. 

A.  E.  H. 


N.    I.  T.   L.   MEETING 

The  executive  committee  of  the  National  Industrial  Traffic 
League  has  decided  to  hold  the  annual  meeting  of  the  league 
at  the  Hotel  Sherman.  Chicago,  Wednesday  and  Thursday,  No- 
vember 9  and  10.  Plans  are  being  made  to  hold  the  annual 
dinner  on  the  evening  of  November  9. 
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COMMISSION  REORGANIZATION 

The   Traffic   World    Washington  Bureau 

The  Commission  is  expected  to  reorganize  itself  at  a  con- 
ference to  be  held  either  September  26  or  October  3,  the  time 
depending  on  the  return  of  Commissioners  Hall  and  Esch.  It 
is  in  the  routine  for  his  colleagues  to  elect  Commissioner  Mc- 
Chord  chairman,  unless  he  should  again  reach  the  conclusion 
that  he  did  not  care  to  take  over  the  burdens  of  that  office,  the 
only  perquisites  of  which  are  work  and  still  more  worn.  In  the 
event  of  McChord,  who  has  already  served  one  term  as  chair- 
man, not  desiring  the  place  again,  the  rule  of  seniority  would 
bring  forward  Commissioner  Meyer,  who  is  also  a  veteran  in 
the  work.  Commissioner  McChord  has  been  acting  as  chair- 
man since  the  retirement  of  Edgar  E.  Clark,  who  was  continued 
in  office  when,  in  March  last,  the  time  came  for  selecting  another 
chairman.  Clark  was  continued  in  office  at  the  suggestion  of 
McChord.  The  latter  argued  that  Clark  was  the  man  to  be  kept 
in  office  during  the  first  year  or  more  of  the  administration  of 
the  transportation  law,  with  the  framing  of  which  Clark  had 
much  to  do. 

At  the  conference  it  will  be  necessary  for  the  Commission  to 
select  the  man  who  shall  have  supervision  over  the  worK  of  the 
'traffic  division,  the  most  important  branch  of  the  Commission's 
work,  from  the  points  of  view  of  the  shipper  and  the  carrier. 
That  bureau  has  charge  of  tariffs  and  everything  pertaining  to 
the  making  of  rates.  The  bureau  comes  under  the  jurisdiction 
of  Division  No.  2.  Commissioner  Clark  was  a  specialist  in  that 
line  of  work  and  was  kept  at  it  for  years.  Since  his  retirement 
August  31  there  has  been  a  keen  realization  of  the  quantity  and 
quality  of  work  done  by  him  of  a  highly  technical  character. 
Of  course  all  the  commissioners,  except  probably  the  most  re- 
cently appointed  ones,  have  a  general  familiarity  with  tariffs, 
rates,  rules  and  regulations  but  their  knowledge  is  not  as  wide 
nor  as  particular  as  that  used  every  day  by  Clark. 

There  has  been  talk  that  Commissioner  Daniels,  a  painstak- 
ing man  for  detail,  will  have  that  place  wished  on  him.  Clark 
retained  control  of  that  branch  of  the  Commission's  work  re- 
gardless of  what  other  work  he  took  on  or  sloughed  oft.  Division 
No.  2  was  composed  of  Chairman  Clark  and  Commissioners 
Daniels  and  Esch.  After  the  retirement  of  Mr.  ClarK,  Commis- 
sioner Aitchison  was  put  on  that  division  and  the  arrangement 
then  made  probably  will  be  continued,  so  that  the  worK  naturally 
will  fall  on  Commissioner  Daniels,  the  senior  member,  to  exer- 
cise the  personal  supervision  that  Commissioner  ClarK  gave  it 
for  so  many  years. 

Prior  to  the  change  in  the  law  authorizing  the  Commission  to 
organize  itself  into  divisions,  each  commissioner  was  assigned  to 
the  control  of  certain  bureaus.  Now  the  work  is  assigned  to 
divisions,  but  in  the  nature  of  things,  each  division  divides  its 
work  so  that  one  member  gives  more  of  his  attention  to  the 
detail  than  his  colleagues.  Only  in  that  sense  has  any  one  com- 
missioner control  over  a  bureau  and  its  work. 


RAILROAD  CONSOLIDATION   PLAN 


The  Traffic   World   Washington  Bureau 

The  National  Association  of  Owners  of  Railroad  Securities 
and  the  National  Railway  Service  Corporation,  in  a  statement 
respecting  consolidation  of  railroads  under  the  transportation 
act,  say  that  "public  hearings  before  the  Commission  on  plans 
of  consolidations  that  are  not  based  on  the  intensive  study  that 
is  essential  to  insure  their  practicability  and  effectiveness  will 
prove  disturbing  in  an  already  disturbed  railroad  situation."  The 
statement  in  part  follows: 

The  proposed  large  consolidations  will  have  far-reaching  effect 
upon  all  railroad  securities,  as  well  as  on  the  ability  of  the  carriers 
when  consolidated  to  render  an  adequate  and  efficient  public  service. 
If  there  is  a  time  when  those  who  own  the  securities  of  the  railroads 
should  prepare  to  meet  the  questions  now  presented,  it  is  when  their 
assent  is  essential  to  effect  so  complete  a  change  as  is  contemplated  in 
the  relation  of  their  securities  to  the  properties  that  issued  them,  and 
which  may  adversely  affect  their  value. 

It  is  self-evident  that  an  impartial  analysis  of  any  plan  of  con- 
solidation or  of  the  questions  to  be  considered  in  reaching  conclusions 
in  respect  to  consolidations,  under  the  terms  9f  the  act,  can  best  be 
attained  through  an  agency  representing,  in  its  broadest  aspect,  all 
classes  of  securities  issued  by  all  carriers  rather  than  by  any  par- 
ticular railroad.  Such  an  agency  is  presented  in  the  Board  of  Eco- 
nomics and  Engineering  appointed  by  this  association.  To  further 
extend  the  effectiveness  of  its  work  the  board  has  been  clothed  with 
full  power  of  independent  action.  Its  members,  in  addition  to  their 
recognized  qualifications  for  this  work,  were  impressed  with  the  fact 
that  the  first  consideration  should  be  the  public  interest,  as  no  plan 
of  consolidation  can  be  effective  that  is  not  founded  principally  on  an 
efficient  transporation  public  service  economically  administered. 

The  board  is  engaged  in  an  exhaustive  study  of  the  subject,  with 
a  view  to  analyzing  the  plan  of  consolidation  now  before  the  Commis- 
sion, above  referred  to;  such  other  plans  as  may  be  proposed  either 
to  or  by  the  Commission,  and  to  endeavor  to  work  out  or  see  if  there 
can  be  worked  out,  in  the  public  interest,  a  plan  from  which  may  be 
obtained  the  results  expected  to  be  secured  under  the  requirements  of 
the  transportation  act. 

This  association,  before  the  committees  of  Congress  and  elsewhere, 
has  given  expression  to  the  many  difficulties,  practical  and  legal,  sur- 
rounding the  questions  involved  In  these  consolidations.  During  the 
progress  of  the  legislation  leading  to  the  transportation  act.  the  asso- 
ciation contended  that  consolidations  should  be  made  permissive  and 
not  compulsory.  The  act  does  not  attempt  to  enforce  them. 

In  pursuance  of  this  work  hy  the  board,  the  co-operation  of  the 
executive!  of  the  railroads  of  the  country  has  been  asked,  both  in 


the  supplying  of  data  necessary  to  a  comprehensive  study  of  the  1 
subject  and  in  the  way  of  any  suggestions  in  respect  thereto.  It  has 
been  made  plain  that  such  study  and  suggestions  as  the  board  may 
make  will  be  available  to  any  railroad  they  affect,  and  that  before 
action  is  taken  by  the  board,  its  conclusions  or  suggestions  will  first 
be  submitted  to  the  railroads  concerned. 

It  is  not  proposed  to  unduly  hasten  so  important  a  work.  Public 
hearings  before  the  Commission  on  plans  of  consolidations  that  are 
not  based  on  the  intensive  study  that  is  essential  to  insure  their  prac- 
ticability and  effectiveness  will  prove  disturbing  in  an  already  dis- 
turbed railroad  situation.  The  undersigned  committee  therefore  hopes 
that  the  Interstate  Commerce  Commission  before  acting  in  tho 
premises  will  afford  full  opportunity  for  the  careful  and  extensive 
investigation  which  the  Board  of  Economics  and  Engineering  has 
undertaken. 

MINOR  ORDERS  OF  THE  COMMISSION 

Defendant's    petition    for   rehearing   or   reargument    in    No.  j 
11593,  Walter  S.  Dickey  vs.  Director-General,  has  been  denied. 

The  Texas  Cotton  Seed  Crushers'  Association  has  been  per- 
mitted to  intervene  in  No.  12798,  Galveston  Commercial  Associa- 
tion vs.  G.  H.  £  S.  A.  et  al. 

The  Refractories  Manufacturers'  Association,  eastern  sec- 
tion, has  been  permitted  to  intervene  for  the  purpose  of  being 
heard  in  oral  argument  in  No.  10733,  The  National  Paving  Brick 
Manufacturers'  Association  et  al.  vs.  Director-General,  A.  &  V. 
et  al. 

The  Commission  has  denied  petitions  of  the  parties  for  re- 
argument  in  No.  11301,  Union  Bag  &  Paper  Corporation  vs.  Di- 
rector-General, but  has  reopened  the  case  for  further  considera- 
tion on  the  record  already  made. 

The  Cherry  River  Boom  &  Lumber  Co.,  and  the  Associated 
Cooperage  Industries  of  America  have  been  permitted  to  in- 
tervene in  No.  12995,  Southern  Hardwood  Traffic  Association 
et  al  vs.  Ilinois  Central  et  al. 

The  order  in  No.  11364,  Duquesne  Coal  &  Coke  Co.  et  al.  vs. 
P.  &  W.  V.  et  al.,  has  been  modified  so  as  to  become  effective 
December  1  instead  of  November  1. 

The  order  in  Nos.  10500,  Corporation  Commission  of  North 
Carolina  vs.  Director-General,  A.  C.  L.  et  al.,  and  10515,  Raleigh 
Chamber  of  Commerce,  Inc.,  et  al.  vs.  Director-General,  S.  A.  L. 
et  al.,  has  been  modified  so  as  to  become  effective  November  28 
instead  of  November  15. 

The  Mason  City  Brick  &  Tile  Company  and  the  American 
Brick  &  Tile  Company  have  been  permitted  to  intervene  in 
No.  12708,  Ballou  Brick  Company  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Kalamazoo  Chamber  of  Commerce  has  been  permitted 
to  intervene  hi  No.  12828,  Michigan  Paper1  Mills  Traffic  Assn. 
vs.  C.  &  O.  et  al. 

The  Railroad  &  Warehouse  Commission  of  the  State  of 
Minnesota  has  been  permitted  to  intervene  in  No.  13000,  Board 
of  Railroad  Commissioners  of  the  State  of  South  Dakota  vs. 
C.  &  N.  W.  et  al. 

The  Commission  has  broadened  its  investigation  of  the 
transportation  of  strawberries  by  express,  in  carload  lots,  in 
passenger  trains  from  Florida  to  northern  markets,  No.  12893, 
to  include  strawberries  transported  in  the  same  manner  from 
North  Carolina  to  northern  markets.  Hearing  will  be  held  on 
the  North  Carolina  phase  of  the  case  at  Chadbourn,  N.  C., 
Oct.  24. 

The  order  entered  July  25  in  No.  11464,  Beaumont  Cham- 
ber of  Commerce  vs.  Director-General,  Louisiana  Western  et  al., 
and  No.  11250,  Same  vs.  Same,  has  been  vacated,  and  these  cases 
reopened  for  further  hearing. 

PETITIONS  FOR   REHEARING,  ETC. 

Complainant  in  No.  11024,  Gunnison  Valley  Sugar  Co.  vs. 
Denver  &  Rio  Grande,  Director-General,  et  al.,  has  asked  the 
Commission  for  a  reconsideration  or  rehearing  in  that  case. 

Defendants  in  No.  9966,  Hudson  Mule  Co.  et  al.  vs.  L.  &  K 
Director-General,  et  al.,  have  asked  the  Commission  for  an  e 
tension  of  time  in  which  to  comply  with  its  order,  and  also  for 
a  modification  of  fourth   section  order  8035,  which  was  issued 
in  connection  with  that  case,  to  embrace  other  lines. 

Complainants  in  No.  11760,  Frank  P.  Miller  Paper  Co.  et  al. 
vs  Pennsylvania  et  al.,  have  asked  for  a  reargument  in  that  case. 

Complaint  in  No.  11564,  the  Laclede  Steel  Co.  vs.  Director- 
General  et  al.,  has  asked  the  Commission  for  a  vacation  of  i 
findings   in   that  case,  a  rehearing   and   consolidation   with   No. 
12806,    Roxana    Petroleum    Co.   vs.    Director-General,   and   for   •< 
decision    of   all    questions    involved    in    the    consolidated    cases. 

The  Pennsylvania  Railroad,   defendant   in   No.   11253,   I 
burgh  Terminal  Railroad  &  Coal  Co.  vs.  Director-General,  Penn- 
sylvania et  al.,  has  asked  the  Commission  to  grant  a  reargument 
in  that  case. 

Complaints  in  No.  11304,  American  Smelting  &  Refining 
et  al.  vs.  Director-General  et  al.,  have  asked  the  Commission  to 
grant  a  rehearing  or  reargument  in  that  case. 


LASKER  TO  SPEAK 
A    D    Lasker,  chairman  of  the  Shipping  Board,  will  make 
an  address  in  New  York  October  5,  before  the  Associated  Adv< 
tising  Clubs  of  the  World  on  "The  Future  of  the  American  1 
chant  Marine." 
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Decisions  of  Interstate  Commerce  Commission   // 


RAILROAD  CONSOLIDATION  PLAN 

As  a  step  toward  compliance  with  that  part  of  the  nans 
pin  ration  law  requiring  It  to  prepare  and  adopt  a  plan  for  the 
consolidation  of  the  railway  properties  of  the  continental  United 
States  Into  a  limited  number  of  systems,  the  Commission  has 
made  public  a  tentative  plan,  in  the  form  of  a  report  on  No. 
12964.  Consolidation  of  railroads,  otherwise  called  "In  the  Matter 
of  Consolidation  of  the  Railway  Properties  of  the  United  States 
Into  a  Limited  Number  of  Systems."  The  report  is  to  constitute 
part  of  the  sixty-third  volume  of  interstate  commerce  reports, 
covering  the  pages  from  455  to  660.  The  report  is  to  have  no 
opinion  number.  Twenty-seven  maps  are  included  in  the  report, 
showing  all  the  systems  proposed  by  the  Commission,  and  a 
number  of  maps  to  illustrate  certain  parts  of  the  text. 

The  report  suggests  20  systems.  The  official  report  differs 
in  details  from  unofficial  reports  heretofore  published,  and  as 
to  the  source  of  which  the  Commission  is  making  an  investiga- 
tion. The  tentative  report  is  based  on  the  report  made  to  the 
Commission  by  Prof.  William  Z.  Ripley,  of  Harvard,  employed 
by  the  Commission  for  that  purpose.  The  systems,  as  recom- 
mended by  the  Commission,  subject  to  change  if  such  change 
is  shown  to  'be  desirable  when  the  Commission  has  heard  from 
those  interested,  in  hearings  to  be  hereafter  called,  is  as  follows: 

SYSTEM  NO.  1.— NEW  YORK  CENTRAL. 
Ni-w  York  Central. 

Pittsburgh  &  Lake  Erie. 

Rutland. 

Michigan  Central. 

Chicago.  Kalamazoo  &  Saginaw. 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis. 

Cincinnati  Northern. 
Western  Maryland. 
Fonda.  Johnstown  &  Gloversville. 
Lake  Erie  &  Pittsburgh. 
Central  Indiana. 

Pittsburgh,  Chartiers  &  Youghiogheny. 
Monongahela. 
Boston  &  Maine. 
Maine  Central. 
Bangor  &  Aroostook. 

And  all  railway  properties  controlled  by  the  above  carriers  through 
lease,  stock  ownership,  or  otherwise,  except: 

Lake  Erie  &  Western  and  Toledo  &  Ohio  Central— Both  now  con- 
trolled by  New  York  Central. 

Zanesville  &  Western  and  Kanawha  &  Michigan— Both  now  con- 
trolled by  Toledo  &  Ohio  Central. 

Indiana  Harbor  Belt,  now  controlled  by  New  York  Central.  30  per 
cent;  Michigan  Central,  30  per  cent;  Chicago  &  Northwestern,  20 
per  cent;  Chicago,  Milwaukee  &  St.  Paul,  20  per  cent. 

Note. — Prof.  Ripley  recommends  the  inclusion  of  the  Western 
Maryland  in  system  No.  5,  Nickel  Plate-Lehigh  Valley. 

Prof.  Ripley  makes  no  specific  assignment  of  the  Fonda,  Johns- 
town &  Gloversville. 

The  Lake  Erie  &  Pittsburgh;  Central  Indiana;  Pittsburgh.  Char- 
tiers  &  Youghiogheny:  and  Monongahela  may  be  incorporated  in  either 
system  No.  1  or  No.  2.  Prof.  Ripley  makes  no  specific  assignment  of 
these  four  roads,  which  are  controlled  jointly  in  the  interest  of  the 
New  York  Central  and  the  Pennsylvania. 

The  Boston  &  Maine.  Maine  Central,  and  Bangor  &  Aroostook  may 
bo  included  in  system  No.  7,  New  England,  or  system  No.  7a,  New 
England-Great  Lakes.  Prof.  Ripley  rejects  the  trunk  line  treatment  of 
the  New  England  roads,  but  we  present  this  alternative  with  a  view 
to  developing  the  situation  upon  hearing. 

The  Lake  Erie  &  Western  may  be  included  in  system  No.  5,  Nickel 
Plate-Lehigh  Valley. 

To  Toledo  &  Ohio  Central,  Zanesville  &  Western,  and  Kanawha  & 
Michigan  may  be  included  in  system  No.  9.  Norfolk  &  Western. 

The  Indiana  Harbor  Belt  is  reserved  for  consideration  in  connec- 
tion with  terminal  situations. 

SYSTEM  NO.   2.— PENNSYLVANIA. 

Pennsylvania. 

West  Jersey  &  Seashore. 

Long  Island. 

Baltimore,  Chesapeake  &  Atlantic. 

Cumberland  Valley. 

Maryland,  Delaware  &  Virginia. 

New  York.  Philadelphia  &  Norfolk. 
Pittsburgh,  Cincinnati.  Chicago  &  St.  Louis. 

Waynesburg  &  Washington. 
Grand  Rapids  &  Indiana. 
Cincinnati,  Lebanon  &  Northern. 
Ohio  River' &  Western. 
Louisville  Bridge  &  Terminal. 
Wheeling  Terminal. 
Toledo,  Peoria  &  Western. 
Lorain.  Ashland  &  Southern. 
Lake  Erie  &  Pittsburgh. 
Central  Indiana. 

Pittsburgh.  Chartiers  &  Youghiogheny. 
Monongahela. 

And  all  other  railway  properties  controlled  by  any  of  the  above  car- 
riers under  lease,  stock  ownership,  or  otherwise,  except  the  Norfolk 
&  Western  and  railway  properties  controlled  by  it,  which  may  be 
included  in  system  No.  9.  Norfolk  &  Western. 

Notes. — The  Lorain.  Ashland  &  Southern  may  be  included  in  sys- 
tem No.  4,  Erie,  which  owns  one-half  the  stock,  the  Pennsylvania 
""nine  the  other  half. 

The  Lake  Erie  &  Pittsburgh;  Central  Indiana:  Pittsburgh.  Char- 
tiers  &  Youghiogheny;  and  Monongahela  may  be  included  in  system 
No.  1,  New  York  Central,  which  controls  one-half  the  stock,  the  Penn- 
sylvania controlling  the  other  half. 


SYSTEM  NO.  3      BALTIMORE  &  OHIO. 

Baltimore  &  Ohio. 

Sandy  Valley  &  Elkhorn. 

Staten  Island  Rapid  Transit. 
Reading  system,  comprising  the  Philadelphia  A.-  Reading,  ivmi:ii  Knil- 

road  of  New  Jersey,  and  various  other*. 
Cincinnati,  Indianapolis  &  Western. 
Chicago,  Indianapolis  &  Louisville. 
New  York,  New  Haven  &  Hartford. 

Central  New  England, 
l.rhigh  &  New  England. 
Lehlgh  &  Hudson. 

Notes. — The  Baltimore  &  Ohio  Chicago  Terminal  is  reserved  for 
consideration  in  connection  with  terminal  situations. 

The  New  York,  New  Haven  &  Hartford;  Cent  nil  N<  w  England: 
Lehigh  &  New  England;  and  Lehlgh  &  Hudson  may  be  Included  In 
system  No.  7,  New  England,  or  system  No.  7a,  New  Kngland-Great 
Lakes. 

SYSTEM  NO.  4.— ERIE. 
Erie. 

Chicago  &  Erie. 

New  Jersey  &  New  York. 

New  York,  Susquehanna  &  Western. 
Delaware  &  Hudson. 
Delaware,  Lackawanna  &  Western. 
Ulster  &  Delaware. 
Bessemer  &  Lake  Erie. 
Buffalo  &  Susquehanna. 
Pittsburg  &  Shawmut. 
Pittsburg,  Shawmut  &  Northern. 
Lorain,  Ashland  &  Southern. 
Wabash  lines  east  of  the  Missouri  River. 

Notes. — Prof.  Ripley  recommends  including  the  Lehigh  Valley  in 
this  system:  but  in  this  tentative  plan  that  carrier  is  proposed  as  a 
main  stem  for  system  No.  5,  Nickel  Plate-Lehigh  Valley. 

The  Delaware  &  Hudson,  Delaware,  Lackawanna  &  Western, 
Ulster  &  Delaware,  Pittsburg  &  Shawmut.  and  Pittsburgh,  Shawmut 
&  Northern  may  be  included  in  system  No.  7a,  New  England-Great 
Lakes. 

The  Bessemer  &  Lake  Erie  may  be  included  in  system  No.  a, 
Nickel  Plate-Lehigh  Valley. 

The  Lorain,  Ashland  &  Southern  may  be  included  in  system  No.  2, 
Pennsylvania. 

SYSTEM  NO.  5.— NICKEL  PLATE-LEHIGH  VALLEY. 

Lehigh  Valley. 

New  York,  Chicago  &  St.  Louis. 
Toledo,  St.  Louis  &  Western. 
Detroit  &  Toledo  Shore  Line. 
Lake  Erie  &  Western. 
Wheeling  &  Lake  Erie. 
Pittsburgh  &  West  Virginia. 
Bessemer  &  Lake  Erie. 

Notes. — Prof.  Ripley  recommends  the  Lackawanna  as  main  stem 
in  this  system.  In  this  tentative  plan  it  is  replaced  for  that  purpose 
by  the  Lehigh  Valley,  and  made  available  for  either  system  No.  7a, 
New  England-Great  Lakes,  or  system  No.  4.  Erie.  He  also  includes 
the  Buffalo,  Rochester  &  Pittsburgh  and  Wheeling  &  Lake  Erie  in  this 
system. 

The  Bessemer  &  Lake  Erie  may  be  included  in  system  No.  4.  Erie. 

SYSTEM  NO.  -6.— PERE  MARQUETTE. 
Pere  Marquette. 
Detroit  &  Mackinac. 
Ann  Arbor. 

Detroit,   Toledo  &  Ironton. 
Boyne  City,  Gaylord  &  Alpena. 

Note. — The  last-named  road  is  a  class-II  road  not  specifically  cov- 
ered by  Prof.  Ripley's  report. 

SYSTEM  NO.   7— NEW  ENGLAND. 
New  York.  New  Haven  &  Hartford. 

New  York,  Ontario  &  Western. 

Central  New  England. 
Boston  &  Maine. 
Maine  Central. 
Bangor  &  Aroostook. 
Lehigh  &  Hudson  River. 
Lehigh  &  New  England. 

Notes. — Prof.  Ripley  recommends  inclusion  of  the  New  York,  On- 
tario &  Western  in  system  No.  4,  Erie. 

The  Lehigh  &  Hudson  River  is  not  included  in  any  system  under 
Prof.  Ripley's  report,  but  is  left  as  a  "bridge  line." 

SYSTEM  NO.   7A— NEW  ENGLAND-GREAT  LAKES. 
Same  as  system  No.  7  with  addition  of  the  following,  which  otherwise 
with  the  exception  of  the  Buffalo,  Rochester  &  Pittsburgh  may  be 
included   in   system  No.   4,   Erie.     That  carrier  may   be   included   in 
system  No.  5,  Nickel  Plate-Lehigh  Valley. 
Delaware  &  Hudson. 
Ulster  &  Delaware. 
Delaware,  Lackawanna  &  Western. 
Buffalo,  Rochester  &  Pittsburgh. 
Pittsburg  &  Shawmut. 
Pittsburg,  Shawmut  &  Northern. 

Note. — The  addition  of  these  lines  has  not  been  recommended  l>v 
Prof.  Ripley. 

SYSTEM  NO.  8.— CHESAPEAKE  &  OHIO. 
Chesapeake  &  Ohio. 

Hocking  Valley. 
Virginian. 

Note. — Prof.  Ripley  recommends  consolidation  of  the  Virginian 
with  the  Norfolk  &  Western,  Toledo  &  Ohio  Central,  and  Kanawha  & 
Michigan,  In  order  to  afford  a  western  outlet  for  coal  originating  on 
the  Virginian.  This  apparently  would  involve  upgrade  eastbour.d  haul 
of  westbound  coal  to  the  vicinity  of  Roanoke,  unless  there  be  new 
construction  near  Gauley  Bridge,  W.  Va.  The  Viriginian's  present 
outlet  to  the  west  is  via  Deepwater,  W.  Va.,  and  the  Chesapeake  & 
Ohio. 

SYSTEM  NO.   9.— NORFOLK  &-    WESTRRN. 
Norfolk  &  Western. 
Toledo  &  Ohio  Central. 
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Xanesville  &  Western. 

Kanawha  &  Michigan. 

Kanawha  &  West  Virginia. 

Note  — From  the  Norfolk  &  Western  is  excepted  the  branch  from 
Roanoke  to  Winston- Salem,  which  may  be  included  in  system  No.  11, 
Atlantic  Coast  Line-Louisville  &  Nashville  and  the  branch  from 
Lynchburg  to  Durham  which  may  be  included  in  system  No.  12, 
Illinois  Central-Seaboard. 

SYSTEM  NO.    10.— SOUTHERN. 
Southern. 

Alabama  Great  Southern. 

Georgia.  Southern  &  Florida. 

Mobile  &  Ohio. 

Southern  Railway  in  Mississippi. 

Northern  Alabama. 

Cincinnati,  New  Orleans  &  Texas  Pacific. 
New  Orleans  Great  Northern. 
Alabama  &  Vicksburg. 

Note  — Prof    Ripley  recommends  inclusion  of  the  Georgia  Southern 
&  Florida  branch  from  Valdosta,  Ga.,  to  Palatka,  Fla.,  in  the  Seaboard 
system. 
SYSTEM  NO.  11.— ATLANTIC  COAST  LINE-LOUISVILLE  &  NASH- 

VILLE. 
Atlantic  Coast  Line. 

Atlanta  &  West  Point. 

Charleston  &  Western  Carolina. 

Louisville  &  Nashville. 

Nashville,  Chattanooga  &  St.  Louis. 
Louisville,  Henderson  &  St.  Louis. 
Western  Railway  of  Alabama. 
Richmond,  Fredericksburg  &  Potomac. 
Norfolk  Southern. 
Atlanta,  Birmingham  &  Atlantic. 
\Vinston-Salem  Southbound. 

Roanoke  to  Winston-Salem  branch  of  Norfolk  &  Western. 
Florida  East  Coast. 
Carolina,  Clinchfleld  &  Ohio. 
Georgia  &  Florida. 
Gulf,  Mobile  &  Northern. 
Mississippi  Central. 

Notes  — Prof.  Ripley  recommends  that  the  Richmond,  Fredericks- 
burg  &  Potomac  and  Florida  East  Coast  retain  their  present  status 
without  inclusion  in  any  system. 

The  Carolina,  Clinchfield  &  Ohio  may  be  included  in  system  No.  12, 
Illinois  Central -Seaboard.  Prof.  Ripley  recommends  inclusion  in 
system  No.  10,  Southern. 

The  Gulf,  Mobile  &  Northern  and  Mississippi  Central  are  not  spe- 
cifically included  in  any  system  under  Prof.  Ripley's  report. 

SYSTEM  NO.   12.— ILLINOIS   CENTRAL-SEABOARD. 

Illinois  Central. 

Yazoo  &  Mississippi  Valley. 

Central  of  Georgia. 
Seaboard  Air  Line. 

Lunchburg,  Va..  to  Durham,  N.  C.,  branch  of  Norfolk  &  Western. 
Gulf  &  Ship  Island. 
Tennessee  Central. 
Carolina,  Clinchfield  &  Ohio. 

Notes. — Prof.  Ripley  recommends  that  a  separate  system  be  ouilt 
around  the  Seaboard  Air  Line. 

The  Gulf  &  Ship  Island  is  not  included  in  any  system  by  Prof. 
Ripley. 

The  Carolina,  Clinchfield  &  Ohio  may  be  included  in  system  No.  11, 
Atlantic  Coast  Line-Louisville  &  Nashville. 

SYSTEM  NO.    13.— UNION   PACIFIC-NORTH   WESTERN. 
Union  Pacific. 

St.  Joseph  &  Grand  Island. 

Oregon  Short  Line. 

Oregon-Washington  Railroad  &  Navigation  Company. 

Los  Angeles  &  Salt  Lake. 
Chicago  &  North  Western. 

Chicago,  St.  Paul,  Minneapolis  &  Omaha. 
J^ake  Superior  &  Ishpeming. 
Wabash  lines  west  of  the  Missouri  River. 

Notes. — Prof.  Ripley  recommends  inclusion  of  the  Central  Pacific 
in  this  system. 

The  Lake  Superior  &  Ishpeming  is  not  specifically  included  in  any 
system  by  Prof.  Ripley. 

SYSTEM  NO.  14.— BURLINGTON-NORTHERN  PACIFIC. 
Chicago,  Burlington  &  Quincy. 
Northern  Pacific. 
Chicago  Great  Western. 
Minneapolis  &  St.  Louis. 
Spokane,  Portland  &  Seattle. 

Notes. — From  the  Chicago,  Burlington  &  Quincy  are  excepted  the 
Colorado  &  Southern  and  Fort  Worth  &  Denver  City,  which  may  be 
included  in  system  No.  16,  Santa  Fe.  Prof.  Ripley  recommends  that 
they  be  included  in  system  No.  l!l,  Chicago- Missouri  Pacific. 

Prof.  Ripiey  recommends  extension  of  this  system  to  the  Pacific 
coast  by  including  the  Denver  &  Kio  Grande  and  the  Western  Pacific. 
He  also  recommends  redistribution  of  portions  of  the  Minneapolis  & 
St.  Louis  and  Chicago  Great  Western. 

The  Spokane,  Portland  &  Seattle  may  be  included  in  system  No. 
I.'i,  Milwaukee-Great  Northern. 

SYSTEM  NO.  15.— MILWAUKEE-GREAT  NORTHERN. 
Chicago,  Milwaukee  &  St.  Paul. 
Great  Northern. 

Chicago,  Terre  Haute  &  Southeastern. 
Duluth  &  Iron  Range. 
Duluth.  Missabe  &  Northern. 
Green  Bay  &  Western. 
Spokane.  Portland  &  Seattle. 
Butte,  Anaconda  &  Pacific. 

Notes. — Tile  Green  Bay  &  Western  and  Butte,  Anaconda  &  Pacific 
are  not  included  in  any  system  under  Prof.  Ripley's  report. 

The  Spokane,  Portland  &  Seattle  may  be  included  in  system  No. 
14,  Burlington-Northern  Pacific. 

Prof.  Ripley  recommends  that  the  eastern  half  of  the  Chicago  & 
Eastern  Illinois  be  included  in  this  system. 


SYSTEM  NO.  16.- 
Atchison,  Topeka  &  Santa  Fe. 

Gulf,  Colorado  &  Santa  Fe. 
Colorado  &  Southern. 

Fort  Worth  &  Denver  City. 
Denver  &  Rio  Grande. 
Western  Pacific. 
Utah  Railway. 


-SANTA  FE. 


Northwestern  Pacific. 
Nevada  Northern. 

Notes. — Prof.  Ripley  recommends  inclusion  of  the  Colorado  & 
Southern  and  the  Fort  Worth  &  Denver  City  in  the  Missouri  Pacific 
system.  He  also  recommends  inclusion  of  a  part  of  the  Gulf  Coast 
Lines  in  the  above  system. 

Prof.  Ripley  recommends  that  the  Northwestern  Pacific  retain  its 
present  status. 

The  Nevada  Northern  is  not  specifically  included  in  any  system 
by  Prof.  Ripley.  It  may  be  included  in  system  No.  17,  Southern 
Pacific-Rock  Island. 

SYSTEM  NO.  17.— SOUTHERN  PACIFIC-ROCK  ISLAND. 
Southern  Pacific  Company. 
Nevada  Northern. 
Chicago,  Rock  Island  &  Pacific. 

Chicago,  Rook  Island  &  Gulf. 
.Arizona  &  New  Mexico. 
El  Paso  &  Southwestern. 
San  Antonio  &  Aransas  Pass. 
Trinity  &  Brazos  Valley. 
Midland  A^alley. 

Vicksburg,  Shreveport  &  Pacific. 
Chicago,  Peoria  &  St.  Louis. 

Notes. — The  Nevada  Northern  may  be  included  in  system  No.  16, 
Santa  Fe. 

The  Arizona  &  New  Mexico  and  Chicago,  Peoria  &  St.  Louis  are 
not  specifically  included  in  any  system  by  Prof.  Ripley. 

The  Trinity  &  Brazos  Valley  may  be  included  in  system  No.  18, 
Frisco-Katy-Cotton  Belt.  So  recommended  by  Prof.  Ripley. 

Prof.  Ripley  recommends  redistribution  of  portions  of  tin:  carriers 
included  by  us  in  this  system. 

SYSTEM  NO.  18. — FRISCO-KATY-COTTON  BELT. 

St.  Louis-San  Francisco. 

St.  Louis  Southwestern. 

Louisiana  Railway  &  Navigation  Company. 

Chicago  &  Alton. 

Missouri,  Kansas  &  Texas. 

Trinity  &  Brazos  Valley. 

San  Antonio.  Uvalde  &  Gulf. 

Notes. — The  Trinity  &  Brazos  Valley  may  be  included  in  system 
No.  17,  Southern  Pacific-Rock  Island. 

Prof.  Ripley  recommends  inclusion  of  the  San  Antonio,  Uvalde  & 
Gulf  in  either  system  No.  17,  Southern  Pacific-Rock  Island  or  in  a 
Southwestern-Gulf  system. 

Prof.  Ripley  recommends  redistribution  of  portions  of  the  carriers 
included  by  us  in  this  system. 

SYSTEM.  NO.  19.— CHICAGO-MISSOURI  PACIFIC. 

t'hieag'o  &  Eastern  Illinois. 

Missouri  Pacific. 

Kansas  City  Southern. 

Kansas  City.  Mexico  &  Orient.   • 

Kansas,  Oklahoma  &  Gulf. 

Texas  &   Pacific. 

Fort  Smith  &  Western. 

Louisiana  &  Arkansas. 

Gulf  Coast  Lines. 

International  &  Great  Northern. 

Note. — Prof.  Ripley  recommends  redistribution  of  portions  of  the 
carriers  included  by  us  in  this  system. 

In  explaining  its  report,  the  Commission  said: 

Certain  lines,  such  as  the  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie 
and  the  Central  Vermont,  which  are  controlled  by  Canadian  carriers, 
have  not  been  specifically  included  in  this  tentative  plan  because 
these  lines  form  parts  of  through  transcontinental  Canadian  systems 
in  active  competition  with  systems  above  set  forth. 

The  carriers  included  in  this  tentative  plan  comprise  most  of  the 
class  I  steam  railroads  but  very  few  of  those  in  class  II  and  class  ill 
Those  not  so  included,  whether  industrial  common  carriers,  terminal 
carriers,  interurban  electric  railways  operated  as  a  part  of  general 
steam  railroad  systems  of  transportation  or  engaged  in  the  general 
transportation  of  freight,  'short  lines.'  or  others,  will  be  considered 
at  the  hearings  to  be  hereafter  assigned  so  that  in  the  plan  to  lie 
ultimately  adopted  provision  can  be  made  for  their  inclusion  in  the 
systems. 

We  have  not  specifically  mentioned  water  carriers.  Where  these 
carriers  are  now  controlled  by  carriers  by  rail  they  will  be  considered 
as  being  included  tentatively  in  the  systems  in  which  the  controlling 
rail  carrier  has  been  included.  This  tentative  plan  is  put  forward  in 
order  to  elicit  a  full  record  upon  which  the  plan  to  be  ultimately 
adopted  can  rest,  and  without  prejudgment  of  any  matters  which 
may  be  presented  upon  that  record.  Whenever  we  refer  to  a  property, 
the  properties  controlled  thereby  under  lease,  stock  ownership  or 
otherwise  should  be  understood  as  included  unless  otherwise  indicated. 

The  Commission's  plan  is  Prof.  Ripley's  with  few  modifica- 
tions, the  reasons  for  which  are  not,  in  all  cases,  obvious. 

Probably  the  most  notable  fact  is  that  both  the  professor 
and  the  Commission  propose  continuing  the  Mississippi  River 
and  the  areas  east  of  it,  which,  in  a  traffic  sense,  are  counted 
on  that  stream,  as  the  line  that  separates  systems  of  railways. 
No  effort  is  made  by  either  to  create  what  would  be,  geographic- 
ally speaking,  a  transcontinental  system.  The  Southern  Pacific, 
with  its  boat  line  to  New  York,  is  included  in  alternative  pro- 
posals, neither  of  which  makes  any  mention  of  the  boat  line 
as  part  of  a  system  which  would  be  transcontinental  in  a  geo- 
graphical sense.  In  one  proposal  it  is  linked  with  the  Rock 
Island.  In  the  other  it  is  linked  with  the  Rock  Island  and 
Santa  Fe. 

The  greatest  of  all  questions  —  that  of  terminals — is  left  | 
without  definite  proposals.  Under  the  Commission  plan,  what- 
ever is  owned  by  the  Pennsylvania  in  Pittsburgh,  for  instance, 
is  included  in  the  plan  for  creating  a  system  in  which  the  Penn- 
sylvania shall  be  the  core  or  main  stem.  Inclusion  of  com- 
paratively few  of  class  II  and  class  III  roads  leaves  many  ol 
the  terminals  out  of  consideration  entirely. 

In  the  Ripley  scheme  was  embodied  the  principle  that  earn- 
ing capacity,  stated  in  terms  of  valuation,  constituted  the  ulti- 
mate test  of  the  feasibility  of  any  proposed  grouping  of  railroads 
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•  •i|ii,ili/.:iiion  in  size  among  prospective  competitive  units.  Size, 
relatively,  is  shown  by  the  professor,  in  two  respects.  One 
measure.-;  ih,  amount  of  business  by  tho  revenue  ton-miles.  The 
other  itnii;;  e\pt oa.-ion  In  mileage. 

Tin'  i. in.',  of  mileage  of  the  proposed  consolidated  systems 
is  great.  The  smallest  of  the  proposed  systems  is  the  Chesa- 
peake A;  (>hio,  with  n  mileage  of  only  2,761.  There  is  not  much 
dili, n  nee.  liov,  e\er,  between  that  and  the  Norfolk  &  Western- 
Virginian,  the  Michigan  peninsula  system,  and  the  Seaboard  Air 
Line.  Tliey  constitute  four  groups  of  small  mileage.  All  the 
oi  hers  have  mileage  in  excess  of  5,000.  Nine  exceed  10,000 
miles.  All  the  comparatively  small  systems  lie  east  ol  the 
Mississippi,  the  Atlantic  Coast  Line-Louisville  &  Nashville  sys 
tern,  with  a  mileage  of  11.170,  being  the  only  eastern  system 
that  approaches,  in  mileage,  the  western  or  so-called  transconti- 
nental systems,  with  mileages  approximating  20,000. 

In  the  matter  of  revenue  ton-miles,  more  commonly  calleil 
tralllc  density,  the  large  figures  are  the  other  way  about.  The 
eastern  systems,  with  comparatively  small  mileage,  have  traffic 
densities  ranging  from  50  to  100  per  cent  greater  than  the  group 
of  large  mileages  west  of  the  Mississippi.  The  Pennsylvania 
s.i Hem.  with  a  revenue  ton-mile  of  47,871,000,  is  nearly  twice  as 
great  as  either  the  Burlington  or  Union  Pacific  systems,  using 
I!)  17  figures  lor  making  the  computation.  As  between  the  dif- 
ferent .systems  in  a  given  region,  Prof.  Ripley  said  there  are 
also  wide  differences.  In  speaking  of  that  aspect  of  the  matter 
(that  ol  si/e  measured  by  traffic  density)  Prof.  Ripley  said: 

Tin  rea  IK  significant  feature  of  the  exhibits  respecting  size,  how- 
and  one  which  has  been  kept  In  mind  throughout  the  evolution 
of  this  plan,  is  th.-  fact  that  the  load  thrown  upon  any  single  system 
idmlnlstrative  purposes  is  kept  well  below  thr  existing  standards. 
Tin  nit,  lion  i', ir  administration  must  necessarily  be  found  in  the 
revenue  lon- miles — that  is  to  say.  in  the  density  and  the  total  move- 
ment of  tratlic.  The  attainment  of  the  Pennsylvania  in  1917  to  47,871.- 
1111,1  revenue  ton-miles,  followed  next  in  order  by  the  New  York  Central 
standing  at  38,477,000  revenue  ton-miles,  is  not  elsewhere  approached 
b.\  any  of  the  other  proposed  systems.  And  these  two  great  groups. 
alxi\e  named,  represent  in  this  plan  not  additions  to  the  existing 
corporate  business  handled,  but  at  least  in  the  case  of  the  New  York 
Central,  a  substantial  subtraction  therefrom.  The  only  proposed  sys- 
tems which  approach  within  hailing  distance  of  either  the  New  York 
Ci  nt nil  or  the  Pennsylvania  in  volume  of  business  are  the  Baltimore 
,<•  ohiii-Keading,  the  Erie-Lehigh  Valley- Wabash,  the  Burlington,  and 
the  rniuii  P.-ieilic  systems.  In  fine,  if  it  lie  within  the  bounds  of 
human  capacity  to  operate  the  Pennsylvania  and  the  New  York 
Central  systems  as  at  present  constituted,  there  is  no  reason  to  sup- 
pose ihat  these  newly  suggested  systems  are  too  big  to  be  properly 
managed.  This  consideration  is  indeed  a  very  vital  one.  Its  signifl- 
eanee  eotiKl  perhaps  be  better  appreciated  were  it  possible  to  outline 
all  of  the  comprehensive  proposals  which  have  been  in  turn  rejected, 

ly  beeause  of  the  undue  magnitude  of  their  operating  units. 
This  plan,  it  is  confidently  submitted,  has  been  fashioned  with  a  view 
to  withstanding  this  test. 

Another  reason  for  limitation  upon  the  size  and  scope  of  these 
proposed  systems  than  the  one  above  mentioned,  operates  in  the  in- 

t  of  the  local  stations  along  the  line.  The  question  is  often  raised 
win  more  than  two  competing  through  systems  are  necessary,  inas- 
much as  t\\n  an-  adequate  to  provide  the  competition  in  service  called 
io:  hy  the  transportation  act.  Why,  in  other  words,  propose  three 
competing  systems  in  the  northwest  instead  of  putting  all  of  the 
mileage  into  only  two?  Or  why  have  five  in  trunk  line  territory 
instead  of  four?  It  is  submitted  in  answer  to  this  contention  that 
more  and  more  do  the  little  local  communities  along  the  lines  of  these 
primary  railroads  need  encouragement  and  support  in  face  of  the  com- 
mercial and  industrial  rivalry  of  the  great  centers  of  population.  Too 
comprehensive  a  scheme  of  consolidation  would  unquestionably  operate 
to  lessen  the  number  of  trunk  lines  between  competitive  centers,  over 
each  of  which  there  would  be  provided  a  main-line  quality  of  trans- 
portation. The  cities  of  the  intermediate  class,  Des  Moines,  Iowa,  for 
example,  can  not  expect  all  of  the  rivalry  which  would  arise  between 
rani,  is  at  a  primary  center  like  Kansas  City  or  St.  Louis.  But  the 
chances  for  development  attendant  upon  first-class  main-line  service 
will  be  considerably  increased  if  there  are,  for  example,  three  or  four 
competing  trunk  lines  of  large  systems  across  the  state  of  Iowa. 
rather  than  a  smaller  number.  It  is  also  true  that  each  main  stem 
oi'  a  system  may  discover  such  an  advantage  due  to  its  location  or 
connections  as  will  encourage  it  to  specialize  in  certain  classes  of 
business.  Tpon  such  foundations  are  reputations  as  a  reward  of 
merit  based.  And  such  a  specialization  of  function  surely  promotes 
Hiai  high  grade  of  transportation  which  it  is  the  aim  of  this  legisla- 
tion to  promote.  If.  for  example,  the  system  which  happens  to  in- 
dude  the  present  Kansas  City  Southern  continues  to  bend  its  every 
i  Hurt  to  the  best  and  quickest  carriage  of  grain  to  the  Gulf  for 
export,  and  similarly  if  the  greater  system  which  comprehends  the 
Frisco  line  from  Memphis  to  Birmingham  continues  to  better  its 
special  facilities  for  handling  packing-house  products  or  iron  and 
steel,  each  system  by  so  doing  will  tend  by  the  excellence  of  Its  service 
especially  to  promote  the  public  welfare.  There  is  a  certain  danger 
thai  too  comprehensive  a  consolidation  scheme  may  be  productive  of 
that  very  stagnation  of  initiative  and  pursuit  W'hich  attaches  to  any 
water-tight  regional  scheme — that  of  the  Prussian  or  French  rail- 
wax  s.  foi  example,  or  of  the  present  British  government. 

As  a  test  for  his  theory  that  earning  power  is  the  ultimate 
test  of  the  feasibility  of  a  particular  consolidation,  Prof.  Ripley 
made  up  a  table  showing  the  percentage  relation  of  the  net  oper- 
ating income  to  investment.  As  to  that  table  he  said: 

Obviously  this  test  may  be  applied  only  within  each  region  taken 
Ivy  itself.  But  assuming  that  the  conditions  are  fairly  uniform  within 
trunk  line  territory,  let  us  say,  this  exhibit  indicates  a  rather  un,x- 
I"  i  ted  uniformity.  Thus  for  the  Pennsylvania  and  the  New  York 
iVntral  s\stems.  as  proposed,  they  are  almost  absolutely"  equal,  and 

i ti  Ohio  is  close  upon  them.  The  other  two  trunk  lines 

pair  off  at  $6.100  and  $5,000  per  mile  of  line  respectively — rather  close 

espondence.  Tmnim;  to  the  southeastern  stales,  with  the  excep- 
tion of  the  Sealieaid  Air  Line  (always  subnormal)  tin-  three  heading 
systems  lie  betnceii  $2.40(1  and  $2.900  per  mile  of  line.  For  the  western 
transi  ominental  region  the  range  falls  within  $.1.092  and  $3,65X  per 


mile    ol     lim         '(lie    mo.-l     .on..  'Unr.iiliK     leniilt     in     tbix     icK'il'l 

occurs    in    the    BouUTWestern-Qulf    region,    for    the    two    proponed    0, 

ug  systems  the  net  operating  Income  per  mile  of  line  full*  nlmimt 
exactly  lit  $2.000  for  each  one. 

Tin-  table  showing  I  lie  revcnii'  ton-miles,  the  average  mile 
age  operated  by  each  proposed  system,  the  investment  per  mile 
in  road  and  equipment  and  the  percentage  relation  of  net  operat- 
ing Income  to  Investment  is  as  follows: 
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Trunk    line  region: 

1. 

Pennsylvania   

47.871,0110,  i 

11,276 

1 

50 

>,f 

New    York   Central  

:ix,  177.0110,0110 

11.111 

188,787 

6 

II 

i. 

Baltimore  &  Ohio-Heading. 

2:1.1  ix,  linn.  OHM 

8,282 

133,215 

5 

1  t 

4 

Erle-Lehigh   Val.-Wabash.  . 

27,770,000,000 

7.612 

162,995 

4 

,28 

5, 

Lackawanna-Nlckel  Plate.. 

16,986,000,000 

4,879 

143,118 

1 

,81 

Chesapeake  Bay  region: 

C,. 

Chesapeake  &  Ohio  

12,228,000,000 

2,761 

121,101 

.", 

f. 

1. 

Norfolk  &  Wesfn  Virginian 

17.223,000,000 

8,382 

128.831 

6 

IS 

V 

New  England  regional  

8.204.0IHI,  

6.796 

102.497 

5 

S3 

i. 

.Michigan    peninsula  

3,171,000.000 

{,680 

49,626 

3 

.  i1:: 

Southeastern  region: 

10. 

Southern    Kailwav  

ii,ai6,ooo,oofl 

in.  IV, 

7J1.3H2 

4 

•:l 

11 

Atlantic   Coast   Line-Ix>uis- 

ville  &   Nashville  

l:<.7.-.7.00fi.OOM 

1  1.171" 

18.634 

B 

::! 

12. 

Illinois    Central  

1  i.i;:<7.  .Him 

9,889 

58,006 

I 

,89 

It. 

Seaboard   Air   Line  

i'.  117.  nun.  

J.830 

54,515 

3 

i:. 

1  '. 

Florida  Kast  Coast  

11  1.  .IMMI 

194 

67.236 

4 

.71 

Western  transcontinental 

region  : 

15. 

Vnion  Pacific-North  West'n 

25,312.000.000 

20,747 

67,656 

5 

H 

id. 

Burlington-Northern  Pacific 

27,937,000,000 

22,889 

64,403 

g 

.88 

17. 

St.    Paul-Great   Northern... 

24,103,000.000 

20,768 

c,i,:!Mi 

5 

.62 

is. 

Kock  Island-Southern   I'ac.. 

19,638,000.000 

19,666 

liS.flXII 

4 

,61 

19. 

Santa   Fe  

13,097,000,000 

11,977 

65,582 

5 

.64 

Southwestern-Gulf  region: 

20. 

Frisco     

10,499.000.000 

12,588 

72,924 

•3 

Ml 

21. 

Missouri   Pacific  

l  l.!i:)(i.  

13,564 

57,920 

3 

.75 

•Corrected. 

In  further  comment  on  the  showing  made  by  the  table,  Prof. 
Ripley  said: 

The  actual  results  shown  by  the  grand  summary  are,  in  the  first 
place,  a  substantial  uniformity  for  the  trunk  line  and  Chesapeake  rail- 
roads, seven  systems  in  all.  For  these  the  range  lies  between  4.28  per 
cent  and  6.18  per  cent.  And  of  these  seven  systems,  five  lie  practically 
between  4.5  per  cent  and  5.5  per  cent.  Two.  it  is  true,  run  substanti- 
ally higher.  The  New  England  regional  system  in  1917  likewise  fell 
within  this  group,  approximating  a  return  of  somewhat  above  3  per 
cent.  For  the  southeast,  the  range  is  fairly  close  and  on  the  whole 
not  very  different  from  that  of  the  trunk  line  systems.  The  only 
exception  is  the  Seaboard,  which  drops  below  4  per  cent,  along  with 
the  Michigan  peninsula  group.  With  these  exceptions,  all  of  the  14 
systems  proposed,  lying  east  of  the  Mississippi,  appear  to  be  reason- 
ably close  to  the  norm.  Passing  beyond  the  Mississippi,  a  striking 
difference  between  the  transcontinental  systems  and  those  of  the 
Southwestern-Gulf  region  emerges.  The  returns  for  the  former  are 
even  closer  together  than  are  those  of  the  trunk  lines.  They  are  all 
comprehended  between  4.60  per  cent  and  5.64  per  cent.  Tills  statistical 
concentration  within  an  outside  range  of  less  than  1  per  cent  is  be- 
lieved to  be  noteworthy.  For  the  Southwestern-Gulf  systems,  while 
as  between  themselves  within  that  region  the  returns  are  well  in 
line,  as  contracted  with  the  transcontinental  group  they  are  dis- 
tinctly subnormal.  Whether,  however,  this  subnormality  II  actual — 
that  is  to  say,  due  to  a  defective  earning  power — or  whether  it  is 
merely  apparent,  arising  from  an  overstatement  of  capital  account, 
is  another  matter.  That  is  reserved  for  subsequent  discussion  in  con- 
nection with  physical  valuation.  Probably  both  of  these  elements 
are  of  weight.  But  this,  at  least,  may  be  offered  in  extenuation,  that 
the  subnormality  of  the  southwest  is  not  a  creation  of  this  plan  nor 
is  it  evidently  exaggerated  by  it.  The  conditions  there  existent  have 
long  been  well  understood.  Their  final  correction  may  be  brought 
about  only  through  the  growth  and  development  of  the  country. 

Prof.  Ripley  made  a  table  based  on  the  valuation  work 
thus  far  completed  by  the  Commission  because,  as  before  noted, 
he  deems  that  the  principle  of  earning  capacity  in  terms  of 
valuation  is  the  final  test.  The  table  shows  wide  variations  in 
the  percentage  relationship  of  valuation  to  capitalization.  He 
did  not  draw  any  conclusion  as  to  whether  the  consolidations 
proposed  will  show  the  groups  to  be  well  matched  when  valua- 
tion is  used  as  the  base  upon  which  to  figure  earning  capacity, 
apparently  because  the  valuation  work  does  not  afford  a  wide 
enough  base.  In  fact,  he  said  the  valuation  data  may  only  be 
regarded  as  straws  indicating  the  direction  of  the  wind. 

As  to  advantages  to  be  enjoyed  by  reason  of  consolidation, 
the  professor  said: 

Examination  of  transportation  conditions  in  the  preparation  of 
this  report  has  disclosed  a  number  of  substantial  advantages  which 
might  be  attained  through  the  larger-scale  operation  which  such  con- 
solidation permits.  One  or  two  of  these  may  be  mentioned  In  passing 
as  indicative  of  the  trend  of  events.  One  in  particular  is  the  greater 
proportion  of  solid  train  movement  from  points  of  origin  through  to 
destination,  especially  with  the  creation  of  shipping  days  between 
the  less  important  places,  which  thus  permits  of  solid  train  move- 
ment from  the  primary  yard  at  least  to  the  neighborhood  of  destina- 
tion. The  improvements  recently  put  into  effect  on  the  Pennsylvania 
railroad  for  coal  and  coke  t  rattle  and  also  in  the  carriage  of  steel, 
illustrate  the  point.  Among  the  advantages  are  the  avoidance  of 
congestion  by  better  train  loading,  more  expeditious  service  and  less- 
ened expense  through  the  constant  breaking  up  of  trains  and  switch- 
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ing  of  cars  en  route  as  well  as  an  improved  car  supply  in  times  of 
business  activity. 

It  is  somewhat  difficult  to  predict  accurately  the  effect  of  a  larger- 
scale  operation  under  consolidation  upon  the  several  individual  prop- 
erties. The  earning  power  of  some  of  them  which  have  already 
attained  some  of  the  foregoing  efficiencies  through  a  high  degree  of 
specialization  of  function  will  perhaps  be  lessened.  Roads  like  the 
Kansas  City  Southern,  for  example,  which  have  concentrated  upon 
one  class  of  business,  such  as  the  carriage  of  grain  for  export,  will 
undoubtedly,  as  parts  of  a  larger  system,  display  less  concentrated 
energy  in  the  solicitation  of  such  business.  This  may  not  always  be 
an  unmixed  loss.  There  can  be  no  doubt  that  an  undue  solicitation 
of  traffic  by  the  device  of  shrinkage  of  the  proportional  rate  and 
similar  means  has  contributed  to  the  earning  power  of  particular 
lines  In  so  far  as  the  movement  of  this  traffic  has  not  been  forced 
or  unnatural  this  is  as  it  should  be.  But  it  is  also  conceivable  that 
a  less  highly  specialized  and  a  more  simple  and  natural  movement  of 
tonnage  may  fellow  under  such  new  conditions  as  are  here  proposed. 

Another  operating  economy,  conducive  it-  is  believed  to  efficiency 
through  a  better  utilization  of  the  fixed  investment,  is  a  considerable 
elaboration  of  the  device  of  trackage.  The  principle,  embodied  for 
the  first  time  in  the  transportation  act  of  1920,  that  it  is  economically 
sound  and  socially  expedient  to  avoid  useless  duplication  of  facilities, 
is  clearly  illustrated  in  this  connection.  Already  and  for  many  years 
trackage  has  been  taken  by  the  existing  railroads  either  because  a 
carrier  was  too  weak  financially  to  duplicate  a  line  already  in  opera- 
tion or  because  the  road  in  question  was  not  for  most  purposes  a 
competitor  and  therefore  could  afford  to  strengthen  the  lessee  carrier. 
There  is  a  surprising  frequency  of  downright  gaps  in  the  very  heart  of 
some  of  the  great  systems.  Whole  divisions,  even  on  the  main  line, 
will  be  found  not  owned,  reliance  being  had  upon  long-time  traffic 
agreements.  The  Rock  Island,  for  example,  is  honeycombed  with 
such  trackage,  in  many  cases  the  contracts  being  very  much  more 
favorable  as  to  maintenance  than  could  have  been  expected  under 
downright  ownership.  For  54  miles  on  the  main  line  into  Kansas 
City  from  the  east  and  67  miles  westward  to  Topeka,  the  Rock  Island 
apparently  is  just  a  well  able  to  afford  service  as  if  it  owned  the  rails 
instead  of  merely  taking-  trackage.  Another  significant  example 
occurs  between  Paris  and  Dallas,  Tex.  This  trackage  is  merely  a 
branch  line  of  the  Santa  Fe  system,  but  it  is  necessary  as  a  through 
connection  for  the  shortest  passenger  service  of  the  Frisco  between 
St.  Louis  and  San  Antonio.  The  Santa  Fe  at  present  takes  the  Frisco 
trains  over  this  stretch  with  their  entire  crews  and  engines  somewhat 
as  the  Baltimore  &  Ohio  operates  into  Jersey  City  over  the  Reading- 
Jersey  Central  rails.  But  in  the  former  case  a  branch  line  of  rails 
is  utilized  for  a  main-line  equipment  and  service.  Unless  both  road- 
bed and  equipment  conform  in  character,  there  is  obviously  always 
the  danger  of  a  roadbed  not  developed  to  the  standard  of  the  rolling 
stock.  The  highest  degree  of  public  safety  is  not  promoted  by  such 
maladjustment.  This  plan  proposes  wherever  possible  to  unify  the 
control  of  the  roadbed  and  the  control  of  the  running  equipment  in  the 
same  hands.  It  is  needless  to  multiply  illustrations,  but  everywhere 
one  discovers  instances  of  such  economy  in  construction  through  the 
joint  use  of  an  existing  line. 

In  his  general  or  introductory  discussion  of  the  task  assigned 
to  him,  Prof.  Ripley  called  attention  to  the  fact  that  the  law 
calling  for  the  preparation  of  a  plan  makes  three  requirements. 
These  three  requirements  he  discusses  in  the  following  terms: 

The  first  is  that  competition,  presumably  in  service,  shall  be  pre- 
served; the  second  is  that  existing  routes  and  channels  of  commerce 
shall  not  be  disturbed;  and  the  third,  subject,  it  will  be  noted,  to  the 
foregoing  requirements,  is  that  the  financial  aspects  of  such  mergers 
shall  be  kept  in  view.  Without  having  regard  to  the  fundamental 
principle  involved,  both  in  consolidation  and  the  new  statutory  rule 
of  rate  making,  it  might  appear  that  these  several  requirements  were 
stated  in  the  order  of  their  importance;  in  other  words,  that  the  ele- 
ment of  financial  strength  was  less  significant  than  the  preservation 
of  competition  and  of  the  existing  traffic  routes.  But  having  due 
regard  to  the  matter  in  its  larger  practical  aspects,  it  is  evident  that 
any  plan  adopted  will  not  only  be  a  mere  paper  plan,  ineffectual  and 
futile,  but  that  it  will  fail  to  conform  to  the  spirit  of  the  act,  unless 
the  financial  requirements  be  given  equal  weight  with  those  of  opera- 
tion and  traffic.  For  the  plan  will  never  be  put  into  effect  unless  a 
financial  motive  for  consolidation  be  afforded;  and  unless  it  is  put 
into  effect,  a  positive  bar  to  the  attainment  of  uniform  reasonable 
rates,  under  which  all  the  carriers  alike  may  thrive,  will  continue 
to  exist,  if  the  underlying  principle  of  the  legislation  is  in  reality 
sound. 

He  said  that  the  three  requirements  are  equally  important, 
although  the  financial  aspect  appears,  as  the  report  unfolds,  to 
overshadow  the  other  requirements,  as  if  the  professor  realized 
that,  unless  consolidation  is  made  attractive,  it  will  not  take 
place  by  voluntary  action,  and  voluntary  action  is  the  only  kind 
contemplated  by  the  statute. 

In  the  grouping  of  the  roads,  as  finally  made  by  the  Com- 
mission, most  of  the  systems  would  have  access  to  coal  fields. 
The  exceptions  are  the  Michigan  peninsula  and  the  New  England 
groups. 

In  conclusion,  the  Ripley  report  says: 

The  defects  and  shortcoming  of  this  comprehensive  scheme  are 
manifold  and  in  many  cases  self-evident.  No  illusion  need  be  enter- 
tained in  this  regard.  The  outcome  is  avowedly  almost  everywhere 
a  compromise,  a  choice  between  evils.  All  of  the  warring  and  con- 
flicting interests,  all  of  the  hopes,  aspirations,  fears  and  prejudices 
have  come  home  to  roost  in  the  course  of  its  preparation.  An  extra- 
ordinary amount  of  friendliness  and  co-operation  has  been  encount- 
ered. But,  as  is  inherent  and  natural  under  the  circumstances,  much 
of  this  assistance  has  necessarily  been  circumscribed  by  the  particular 
interest  of  the  participants,  and  a  governmental  plan,  in  contradis- 
tinction to  one  projected  for  private  profit  or  interest,  may  not  con- 
tent itself  with  caring  even  for  most  of  the  properties.  It  must  of 
necessity  recognize  the  right  and  the  interest  of  every  last  one  of 
them.  It  is  this  requirement  of  universality  which  so  often  compels 
the  halfway  expedient,  the  compromise,  the  solution  which  falls  so 
far  short  of  the  ideal.  And  then,  again,  there  are  the  class  interests 
which  deserve  recognition.  Administrative  influences  impel  one  in 
certain  directions;  the  bankers  would  have  some  matters  otherwise; 
the  representatives  of  the  employes  entertain  quite  positive  views, 
it  may  be,  and  all  of  the  shippers'  organizations  have  to  be  satisfied. 
But  despite  these  divergent  interests,  the  desirability,  nay,  more,  the 
downright  necessity,  for  the  furtherance  of  consolidation  on  a  large 
scale  as  a  remedy  for  the  existing  situation  is  almost  universnlly 
conceded. 


EXPRESS  RATES  IN  MAINE 

The  Commission,  in  a  report  on  I.  and  S.  No.  1345,  Express 
Rates  on  Bangor  &  Aroostook  Railroad  in  Maine,  opinion  No. 
7150,  63  I.  C.  C.  452-4,  has  condemned  the  proposal  of  the  Ameri- 
can Railway  Express  Company  to  increase  express  rates  on 
interstate  traffic  from,  to,  and  between,  points  in  Maine  on  the 
Bangor  &  Aroostook,  as  not  having  been  justified  by  the  record 
made  in  behalf  of  the  schedules  suspended  in  this  docket. 

In  reality,  the  proposal  was  made  by  the  railroad  company, 
although  the  suspended  schedules  were  filed  by  the  express  com- 
pany. The  express  company,  in  filing  the  tariffs,  acted  on  a 
promise  it  made  to  the  railroad  company  when  the  latter  signed 
the  contract  offered  by  the  express  company.  The  railroad  com- 
pany objected  to  the  contract  on  the  ground  that  it  would  not 
afford  enough  revenue  to  the  railroad  company.  The  railroad 
company's  signature  was  procured  on  the  promise  of  the  express 
company  that  it  would  try  to  increase  the  rates. 

The  railroad  company,, at  the  hearing  on  the  express  sched- 
ules, showed  that  under  federal  control  the  Bangor  &  Aroostook's 
express  business  gave  earnings  of  more  than  fifty  per  cent  of 
the  gross  express  revenue,  while  preceding  federal  control,  for 
a  number  of  years,  its  express  earnings  amounted  to  about  42 
per  cent  of  the  gross  express  revenue.  In  the  six  months  from 
September,  1920,  to  February,  1921,  the  railroad's  earnings  on 
express  business  amounted  to  only  19.76  per  cent  of  the  gross 
express  revenue. 

The  Bangor  &  Aroostook  showed  that  prior  to  the  zone  sys- 
tem of  express  rates  prescribed  by  the  Commission  in  1914,  the 
express  rates  on  its  lines  were  higher  than  in  other  parts  of  the 
country.  It  figured  that,  on  account  of  the  long,  hard  winters, 
it  should  be  again  allowed  to  charge  full  combinations.  The 
railroad  figured  that  increasing  the  express  rates  would  restore 
to  its  freight  service  traffic  that  has  been  moving  by  express 
since  freight  rates  were  increased  100  per  cent  or  more  and  ex- 
press rates  only  about  60  per  cent  since  1914. 

The  Commission  held  that  its  block  system  of  rate-making 
should  not  be  broken  up,  as  it  would  be  by  the  proposal  in 
behalf  of  the  Bangor  &  Aroostook,  especially  inasmuch  as  it 
had  allowed  an  increase  in  express  rates  for  the  benefit  of  the 
companies  operating  in  New  England.  The  Commission  had 
said  the  express  company  had  not  shown  that  the  rates  are  too 
low  or  that  they  are  unremunerative. 


EXPORT  RATE  ON  PIG  LEAD 

Holding  that  the  applicable  rate  of  $1.38  on  pig  lead  from 
Granby,  Mo.,  exported  through  Seattle,  in  July,  1918,  was  not 
unreasonable,  unjustly  discriminatory  nor  unduly  prejudicial,  the 
Commission  has  dismissed  No.  11725,  Mitsui  &  Co.  vs.  Chicago, 
Burlington  &  Quincy,  Director-General  et  al.,  opinion  No.  7152, 
64  I.  C.  C.  4-5.  The  carriers  imposed  an  inapplicable  combina- 
tion of  $1.575.  The  complaint  alleged  that  that  was  unreason- 
able because  and  to  the  extent  that  it  exceeded  a  subsequently 
established  commodity  rate  of  75  cents.  The  allegation  of  un- 
due prejudice  was  based  on  the  fact  that,  while  a  rate  of  $1.38 
was  applicable  to  Seattle,  a  rate  of  94  cents  applied  via  San 
Francisco.  The  complainant  said  it  forwarded  through  Seattle 
on  the  assumption  that  the  port  parity  which  carriers  prior  to 
federal  control  endeavored  to  maintain,  prevailed,  even  after  the 
government  took  them  over.  That  assumption  was  carried  out 
in  the  making  of  the  bill  of  lading. 

The  Commission  said  the  only  testimony  intended  to  show  un- 
due prejudice  was  the  recital  of  the  fact  that  a  lower  rate  pre- 
vailed to  San  Francisco.  Comparison  with  that  94-cent  rate, 
the  Commission  indicated,  was  also  relied  upon  to  show  the 
unreasonableness  of  the  rate  to  Seattle.  The  carriers  contended 
that  a  rate  yielding  12  mills  per  ton-mile  for  a  2,286-mile  haul, 
in  the  circumstances  of  the  time,  was  not  unreasonable.  They 
pointed  out  that  the  94-cent  rate  yielded  only  8.2  mills.  The 
Commission  said  the  overcharge  of  $130  sohuld  be  refunded 
promptly. 


SWITCHING  ABSORPTIONS  AT  TOLEDO 

In  a  technical  decision  on  switching  absorptions  at  Toledo, 
the  Commission  has  condemned  the  proposal  of  the  Pennsylvania, 
in  schedules  suspended  in  I.  and  S.  No.  1326,  Absorption  of 
Switching  Charges  at  Toledo  (2),  opinion  No.  7154,  64  I.  C.  C. 
8-9,  to  limit  its  absorption  of  switching  charges  on  grain  and 
feed  receiving  transit  privileges  at  Toledo  to  $9  per  car.  The 
condemnation  rests  upon  the  technical  fact,  alleged  by  the  Com- 
mission in  its  report,  that  the  Pennsylvania  had  not  sustained 
the  burden  cast  upon  it  by  law,  of  justifying  the  increase  in  , 
cost  to  the  shipper. 

The  Pennsylvania  proposed,  in  the  suspended  tariffs,  that  it 
should  limit  the  amount  of  its  absorption  in  such  a  way  that  it 
would  not  pay  to  its  connections  any  rate  increased  by  more 
than  40  per  cent,  which  was  the  level  of  increases  allowed  by 
the  Commission  under  Ex  Parte  74.  In  absorbing  part  of  a 
switching  charge,  it  made  schedules  as  if  it  were  a  shipper,  and 
thereby  proposed  to  limit  the  amount  of  the  increase  falling 
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on  It  to  40  PIT  rent.     By  limiting  the  absorption  to  $9  per  car 
it    would   pay   a    in  p,  r  cent  Increase  to  the  railroad  receiving 
the  i>eneht  Hi  the  ab  <>rptlon.    The  shipper  receiving  the  benefit 
ni  iin-  swiirliini;  would  also  have  to  bear  an  Increase  In  the  rate 
wliirh  In'  had  I  heretofore  been  paying. 

To  .show  i  in-  effect  of  the  Pennsylvania's  proposal,  the  Com- 
mission took  a  switching  charge,  which,  prior  to  August  26,  was 
$15.25.  August  26  that  charge  became  $21.  Prior  to  August  26 
the  Pennsylvania  absorbed  $6.50,  leaving  $8.75  to  be  paid  by  the 
shipper  for  whom  the  switching  had  been  done.  By  limiting  the 
absorption  to  $9  per  car,  the  Pennsylvania  proposed  that  the 
shipper  receiving  the  benefit  of  the  switching  should  pay  an  In- 
•<1  charge. 

The  Commission  pointed  out  that  by  such  a  limitation,  the 
shipper  would  have  the  part  he  was  to  pay  Increased  from  $8.75 
to  $12  per  car. 

The  Pennsylvania  contended  that  what  it  had  done  would 
be  in  harmony  with  the  Commission's  decision  In  Ex  Parte  74. 
The  Commission  did  not  answer  that  contention,  but  contented 
itself  with  pointing  out  that  the  carrier  had  not  sustained  the 
burden  put  on  it  by  the  law,  that  of  justifying  any  Increased 
charge  proposed  to  be  put  upon  a  shipper. 

The  schedules  containing  the  limitation  of  absorption  on 
grain  and  feed  also  contained  provisions  for  the  absorption  of 
switching  charges  on  sugar,  beans,  lumber,  ties,  timber,  poles 
and  posts,  accorded  transit  at  Toledo.  Protests  were  made  only 
against  the  proposed  limitation  of  absorption  on  grain  and  feed. 
The  Commission,  on  its  own  motion,  suspended  the  other  items 
as  well.  On  investigation  it  found  that  the  absorptions  proposed 
on  the  other  items  would  result  in  lower  charges  to  the  shippers. 
No  protests  having  been  received,  the  items  providing  for  ab- 
sorptions on  traffic  other  than  grain  and  feed  will  be  allowed  to 
become  operative. 


N.  I.  T.  L.  WANTS  REDUCED  RATES 


PER    CAR   CHARGE    ON    RAW   CLAY 

A  $15  per  car  charge,  established  by  the  Director-General, 
has  been  condemned  as  unreasonable  and  reparation  awarded, 
iu  a  report  on  No.  11650,  Texarkana  Pipe  Works  vs.  Director- 
General,  opinion  No.  7153,  64  I.  C.  C.,  6-7.  The  per  car  charge 
w;is  applied  on  raw  clay  from  Post  Pipe  Spur,  Ark.,  to  Texar- 
kana, Tex.,  from  June  28  to  September  17,  1918.  The  Commis- 
sion held  the  charge  unreasonable  because  and  to  the  extent 
it  exceeded  1.5  cents  per  100  pounds,  minimum  80,000.  Prior  to 
June  25,  the  charge  was  1.5  cents,  minimum  weight  50,000  and 
minimum  charge  ?5.  In  November  the  charge  was  changed  to 
make  the  weight  80,000,  to  which  basis  reparation  is  to  be  made. 


GARDEN  TRACTOR  RATINGS  AND  WEIGHTS 
In  I.  and  S.  No.  1339,  classification  ratings  and  carload 
minimum  weight  on  garden  tractors,  opinion  No.  7151,  64  I.  C.  C., 
1-2,  the  Commission  has  found  justified  proposed  less-than-car- 
load  ratings  and  carload  minimum  on  garden  tractors,  and  the 
order  of  suspension  was  set  aside  as  of  October  21.  The  Com- 
mission said  that  at  present  the  consolidated  freight  classifica- 
tion contained  no  specific  ratings  on  garden  tractors  and  that 
they  were  generally  shipped  under  the  item  "Machinery  and 
Machines,  Engines,  Steam  or  Internal  Combustion,  Traction  or 
Tractors,  Steam  or  Internal  Combustion."  Under  the  schedules 
proposed  the  less-than-carload  ratings  now  applied  on  garden 
tractors  when  shipped  knocked  down,  in  boxes  or  crates,  will 
be  changed  from  third  to  second  class  in  southern,  and  from 
first  to  second  class  in  western  territory.  No  change  was  pro- 
posed in  the  less-than-carload  ratings  of  first  class  in  official 
territory.  The  carload  ratings,  fifth  in  official,  sixth  in  southern, 
and  class  A  in  western  territory,  will  remain  unchanged,  but  the 
minimum  weight,  when  the  article  is  shipped  knocked  down,  in 
boxes  or  crates,  would  be  increased  from  20,000  pounds  to  24,000 
pounds  for  a  standard  36-foot  box  car,  subject  to  rule  34,  which 
provides  for  graded  minima  for  longer  cars. 


COTTONSEED  PRODUCTS  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission,  in  I.  and  S.  No.  1405,  has  suspended,  until 
January  26,  the  increases  in  rates  on  cottonseed  products  pro- 
posed by  Leland,  the  nature  of  which  was  set  forth  in  The  Traffic 
\Vorld  of  September  24,  p.  601.  The  schedules  suspended  are 
Inland's  I.  C.  C.  1469,  which  was  to  have  become  effective  Sep- 
i. 'tuber  28,  and  his  I.  C-  C.  1472,  the  effective  date  of  which  was 
October  15. 

The  suspended  schedules  propose  to  cancel  existing  joint 
through  rates  to  Atlantic  seaboard  cities  and  substitute  there- 
for the  full  combination  basis  on  either  the  Ohio  or  Mississippi 
River  crossings,  whichever  makes  lowest,  and  to  apply  the  low- 
est combination  through  all  the  gateways  resulting  in  increases 
on  cottonseed  meal  and  cake  as  shown  below.  Examples  of  the 
proposed  changes  are  as  follows,  on  cottonseed  cake  and  meal 
from  Abilene,  Tex.: 

Rates  In  cents  per  100  Ibs. 
To —  Present.        Proposed. 

M>n>.    Mil 72.5  82 

tore  rate  points   80.5  82 

New  York    77.5  M.0 

NVtt    York    rate    points    83. B  86. r> 

81 . 5  83 


The  executive  committee  of  the  National  Industrial  Traffic 
League,  at  an  all-day  meeting  in  Chicago,  September  23,  adopted 
the  following  resolutions  declaring  for  a  reduction  In  freight 
rates  and  an  adjustment  of  railroad  wages  and  working  condi- 
tions: 

"It  is  a  matter  of  common  knowledge  that  there  exists  at 
the  present  time  a  very  general  depression  in  almost  all  linen 
of  business.  Purchases  are  restricted  to  a  hand-to-mouth  basis. 
Most  manufacturers  are  running  on  part  time.  Many  Industries 
are  completely  closed.  Labor  throughout  the  country  Is  Idle,  and 
in  many  communities  there  Is  actual  suffering  as  a  result  of  this 
business  depression. 

"A  study  of  readjustment  processes  indicates  that  the  price 
of  practically  every  commodity  has  been  heavily  reduced.  Freight 
rates,  which  are  such  a  large  factor  in  our  industrial  fabric, 
have  not  been  readjusted,  but  remain  at  the  highest  level  In 
history.  Manifestly,  there  can  be  no  return  to  normal  business 
conditions  until  the  price  of  transportation  bears  a  proper  rela- 
tion to  commodity  values.  The  business  of  this  country  has 
been  developed  and  a  wide  distribution  of  commodities  encour- 
aged under  freight  rates  that  bore  a  proper  relation  to  the  price 
of  commodities,  and  until  rates  are  readjusted  so  as  to  approxi- 
mate such  a  level,  it  is  obvious  that  business  confidence  cannot 
be  restored. 

"In  1920,  the  operating  revenues  of  all  railroads  In  the 
United  States  were  one  billion  dollars  greater  than  In  1919  and 
the  operating  expenses  were  one  and  one-half  billion  dollars 
greater.  In  1920,  the  net  railway  operating  income  of  all  roads — 
i.  e.,  the  entire  amount  available  for  the  payment  of  interest  and 
dividends — was  only  $62,000,000,  as  compared  with  an  average 
of  $900,000,000  for  each  of  the  five  preceding  years. 

"In  addition  to  large  increases  made  in  wages  and  the  num- 
ber of  employes  during  the  period  of  federal  control,  so-called 
national  agreements  were  adopted,  which  are  responsible  for  a 
large  part  of  the  increase  in  operating  expenses,  since  they  re- 
strict employes  in  the  discharge  of  their  duties  and  require  the 
employment  of  skilled  labor  in  the  performance  of  work  pre- 
viously performed  by  unskilled  labor. 

"The  national  agreements  are  still  in  effect  and  their  abro- 
gation is  uncertain.  On  April  14  the  Railroad  Labor  Board  an- 
nounced that  these  agreements  would  be  abrogated  on  July  1, 
1921,  but  subsequently  the  board  reversed  its  decision. 

"The  failure  of  the  railroads  to  reduce  their  operating  costs 
is  one  of  the  principal  factors  in  the  present  economic  situation. 
The  carriers  are  hampered  by  the  policy  and  slowness  of  action 
of  the  United  States  Railroad  Labor  Board.  Any  condition  which 
prevents  the  employer  and  employe  from  dealing  directly  with 
each  other  is  bad  and  is  a  fertile  field  for  dissension.  It  is  not 
fair  to  the  carriers  or  to  -the  public  that  the  railroad  employe 
should  be  given  preference  over  other  employes  performing  work 
of  a  similar  nature  in  private  industries;  and  until  the  railway 
employes  are  placed  upon  a  corresponding  basis  with  those  of 
private  industries  it  cannot  be  said  that  the  railroads  are  effi- 
ciently or  economically  operated. 

"The  executive  committee  of  the  National  Industrial  Traffic 
League,  after  careful  consideration  of  the  transportation  problem 
and  the  present  business  and  economic  situation,  is  of  the  belief 
that  the  return  to  normal  business  conditions  requires: 

"First — Recognition  of  the  fact  that  efficient  and  economical 
operation  of  the  railroads  depends  primarily  on  the  payment  of 
wages  by  the  railroads  no  higher  than  prevail  in  other  lines  of 
industry  for  similar  work. 

"Second — A  general  reduction  in  freight  rates  equal  at  least 
to  a  decrease  in  operating  expenses  brought  about  by  a  read- 
justment of  wages  on  a  just  and  equitable  basis. 

"Third — That  the  carriers  should  immediately  proceed  to 
readjust  both  wages  and  rates  so  that  such  reductions  may  take 
effect  simultaneously. 

"Resolved,  therefore,  by  the  executive  committee  of  the  Na- 
tional Industrial  Traffic  League,  That  it  demand  of  the  railway 
executives  that  they  abrogate  immediately  the  so-called  national 
agreements,  made  effective  during  the  period  of  federal  control, 
and  which,  in  its  opinion,  expired  with  the  return  of  the  railways 
to  private  management;  and  be  it  further 

"Resolved,  That  it  demand  of  the  railroad  executives  that 
wages  of  railway  employes  be  adjusted  upon  the  basis  of  wages 
paid  to  similar  classes  of  labor  in  private  employment,  and 
simultaneously  with  such  adjustment  a  horizontal  reduction  in 
rates  at  least  equivalent  to  the  amount  of  wage  reductions  be 
established. 

"Resolved,  That  a  copy  of  these  resolutions  be  sent  to  the 
Association  of  Railway  Executives,  and  members  of  the  Inter- 
state Commerce  Commission,  and  given  to  the  public  through 
the  medium  of  the  press." 


S.  W.  LEAGUE  LEGISLATIVE  PROGRAM 

The  legislative  committee  of  the  Southwestern  Industrial 
Traffic  League  has  adopted  certain  recommendations  with  respect 
to  changes  in  the  transportation  act.  These  recommendations 
were  mailed  to  all  members  of  the  organization  with  the  under- 
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standing  that,  if  any  member  had  any  objection  to  any  of  them, 
he  would  communicate  with  the  proper  officer.  It  is  stated  by 
the  secretary  of  the  League  that  no  material  objections  have  been 
filed  and  that  the  recommendations  will  now  be  submitted  to 
the  legislative  committee  of  the  National  Industrial  Traffic  League 
with  the  suggestion  that  that  body  take  similar  action.  The 
recommendations,  which  have  already  been  sent  to  members  of 
Congress,  are  as  follows: 

We  recommend  that  sub-divisions  4  to  8,  inclusive,  of  Section  5 
of  the  interstate  commerce  act,  which  provides  for  a  plan  of  con- 
solidation of  railway  systems  be  repealed  and  that  in  lieu  thereof  the 
Interstate  Commerce  Commission  be  given  authority  to  authorize  con- 
solidations upon  application  of  the  interested  lines,  provided  that  such 
consolidation  will  not,  in  the  judgment  of  the  Commission,  lessen 
carrier  competition. 

We  recommend  that  Section  11  of  the  interstate  commerce  act. 
prescribing  the  qualifications  of  commissioners,  be  amended  so  as  to 
require  that  any  appointees  shall  have  had  at  least  five  (5)  years' 
experience  in  handling  of  traffic  and  transportation  matters.  A 
longer  period  than  five  (5)  years  would  be  satisfactory,  but  such  pro- 
vision should  be  so  worded  as  to  permit  commissioners  of  state  com- 
missions and  persons  engaged  in  the  service  of  railroad  commissions 
or  the  Interstate  Commerce  Commission  and  counsel  engaged  .prin- 
cipally in  the  handling  of  traffic  and  transportation  questions  to  be 
eligible  when  they  have  had  the  required  amount  of  experience.  It  is 
also  our  recommendation  that  there  should  be  some  age  limit  beyond 
which  no  appointments  should  be  made. 

We  recommend  that  the  provisions  of  Section  15  of  the  interstate 
commerce  act,  with  respect  to  the  suspension  of  tariffs  as  they 
existed  prior  to  the  transportation  act  of  1920,  be  restored — that  is, 
that  the  suspension  period  be  placed  at  one  hundred  and  twenty  days, 
with  the  authority  in  the  Commission  to  extend  the  time  in  its  dis- 
cretion for  a  further  period,  not  exceeding  six  months. 

It  is  our  opinion  that  the  effect  of  Section  ISA  of  the  interstate 
commerce  act,  being  the  provisions  for  standard  return  and  grouping 
of  the  carriers  and  for  pooling  of  excess  earnings,  has  not  only  been 
productive  of  much  litigation,  but  has  caused  much  prejudice  against 
the  railroads,  and  on  the  whole  works  to  their  detriment  rather  than 
to  their  advantage. 

We  understand  that  the  railroads  were  entitled  to  a  fair  return 
upon  their  investment  under  the  law  as  it  existed  prior  to  the  trans- 
portation act  of  1920,  and  it  is  our  opinion  and  desire  that  rates 
should  be  so  adjusted  that  carriers  may  earn  a  fair  return  upon  their 
investment  under  all  ordinary  conditions,  but  we  are  opposed  to  any 
rule  of  thumb  prescribed  by  statutes  as  to  how  carriers  should  be 
grouped  and  as  to  what  exact  returns  should  be  made,  and  we  are 
further  opposed  to  any  provision  of  the  statutes  which  will  take 
away  the  earnings  from  one  carrier  to  be  expended  upon  the  prop- 
erty of  another. 

We,  therefore,  recommend  that  Section  ISA  be  repealed.  In  this 
connection  it  will  be  necessary  to  revise  the  wording  of  sub-division  1 
of  Section  13.  We  believe  that  this  should  be  so  revised  as  to  leave 
in  the  Interstate  Commerce  Commission  the  same  power  and  juris- 
diction as  to  state  rates  as  it  had  under  the  act  prior  to  the  amend- 
ments of  1920  as  construed  by  the  Supreme  Court  of  the  United 
States  in  the  Shreveport  case,  and  that  such  jurisdiction  should  not  In- 
increased. 

We  recommend  that  Section  20  of  the  interstate  commerce  act  be 
amended  so  as  to  bring  telegraph  and  cable  companies  within  the 
prohibitions  of  the  'Cummins  amendment,  in  order  that  the  standard 
service  offered  by  such  companies  shall  be  without  limitation  of  lia- 
bility. Limitation  of  liability  should  only  be  permitted  in  the  case  of 
cheaper  grades  of  service,  such  as  night  letters  and  press  dispatches. 

No  recommendation  is  made  at  this  time  with  respect  to  the  pro- 
priety of  continuing  the  Railroad  Labor  Board,  created  by  the  trans- 
portation act  of  1920,  but  it  is  our  opinion  that  such  organizations  are 
calculated  to  have  a  tendency  toward  the  nationalization  of  rail- 
roads, and  we  are  opposed  to  any  such  tendencies. 

We  recommend  that  an  amendment  be  made  to  Section  1C  of  the 
interstate  commerce  act,  which  shall  be  substantially  analogous  to 
the  so-called  expediting  act  which  now  pertains  in  the  federal  courts. 
That  is  to  say,  that  a  party  or  parties  to  a  formal  complaint  pending 
before  the  Commission  may  present  a  motion  to  the  Commission  to 
give  precedence  to  such  proceeding,  and  where  the  Commission  is  of 
the  opinion  that  the  case  is  of  such  public  importance  and  that 
irreparable  injury  will  be  suffered  on  account  of  delay,  the  Commis- 
sion may  order  that  the  consideration  of  the  case  be  expedited  and 
given  precedence  in  consideration  over  other  cases  before  said  body. 

We  heartily  endorse  the  action  of  the  House  of  Representatives 
in  that  portion  of  H.  R.  8245,  passed  August  20,  1921,  which  provides 
for  the  repeal  of  the  transportation  tax,  effective  December  31,  1921. 

We  endorse  the  action  of  the  House  of  Representatives  in  passing 
H.  R.  8331,  known  as  the  Winslow  railroad  funding  bill,  and  providing 
for  facilities  for  the  railroads  to  refund  their  obligations  to  the  gov- 
ernment on  account  of  additions  and  betterments  made  during  federal 
control.  We  are  in  favor  of  the  effort  being  made  in  Congress  to 
provide  for  the  financing  of  such  securities,  believing  that  such  action 
will  help  to  tide  the  railroads  over  the  emergencies  incident  to  the 
recent  business  depression. 

We  are  opposed  to  the  measures  which  have  been  endorsed  in 
Congress  seeking  to  create  a  rigid  fourth  section  provision  in  the 
interstate  commerce  act,  and  we  believe  that  the  provision  with  ref- 
erence to  circuitous  routing  in  the  present  fourth  section  of  the  act 
.should  be  made  more  elastic. 


PLAN  FOR  RATE  REDUCTIONS 

The  Traffic  World   Washington  Bur^.ui 

Material  progress  was  made  this  week  in  the  move  by  rail- 
road executives  toward  putting  the  railroads  in  a  more  receptive 
attitude  toward  the  public  demand  that  there  be  reductions  in 
railroad  rates,  together  with  a  move  for  further  reductions  in 
wages.  A  general  meeting  has  been  called,  to  be  held  at  Chi- 
cago, October  14.  While  that  meeting,  according  to  the  declara- 
tion of  T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives,  is  not  primarily  for  the  consideration  of  rate  ques- 
tions, there  is  a  belief  that  they  will  come  forward  as  a  part 
of  the  whole  question  of  public  policy  of  the  carriers. 

Before  that  meeting  in  Chicago  it  is  probable  that  a  .small 
committee  of  the  executives  may  visit  Washington  for  a  talk 
with  some,  if  not  all,  the  commissioners.  Nothing  definite  of 
that  kind,  so  far  as  any  public  announcement  is  concerned,  lias 
been  arranged  for. 


This  week  the  executives  have  had  scouts,  so  to  speak,  in 
Washington  examining  various  phases  of  the  subject,  under  the 
general  supervision  of  Howard  Elliott,  of  the  Northern.  Edward 
Chambers,  traffic  vice-president  of  the  Santa  Fe,  and  L.  J.  Spence, 
traffic  vice-president  of  the  Southern  Pacific,  and  the  traffic  vice- 
presidents  of  eastern  lines  have  been  here.  While  not  admit- 
tedly engaged  on  any  specific  assignment  of  that  kind,  the  im- 
pression is  strong  that  they  were  not  here  merely  on  the  com- 
paratively small  traffic  questions  that  have  been  before  the  Com- 
mission or  before  such  conferences  of  shippers  and  carriers  as 
have  been  held  on  the  complaint  of  the  Southern  Hardwood 
Traffic  Association  or  the  questions  raised  by  the  efforts  of  car- 
riers to  comply  with  the  Commission's  order  in  the  Raleigh 
Chamber  of  Commerce  complaint. 

If  and  when  the  executives  readjust  rates,  by  lowering  many 
of  them,  they  will  be  responding  to  pressure  from  not  only 
President  Harding  and  the  public  generally,  but  specifically  from 
a  bloc  in  the  Senate  that  is  in  sympathy  with  the  agricultural 
bloc  in  that  body,  the  latter  led  by  Senators  McCumber  of  North 
Dakota,  Norris  of  Nebraska,  and  Capper  of  Kansas.  Right  or 
wrong,  there  has  been  a  terrific  pressure  at  the  Capitol  in  favor 
of  reducing  freight  rates.  '  That  pressure  may  have  been  inten- 
sified by  President  Harding  or  the  latter  may  merely  have  taken 
note  of  it  when  he  said,  in  April,  that  freight  rates  must  be 
reduced. 

Congress  can  reduce  freight  rates  by  joint  resolution.  When, 
time  after  time,  railroad  traffic  men  told  the  Commission  and, 
incidentally  senators  who  had  been  pleading  for  their  constitu- 
ents, that  nothing  could  be  done,  they  did  not  mollify  the  sen- 
ators, who  think,  as  a  rule,  more  of  votes  than  of  the  reason- 
ableness or  unreasonableness  of  a  rate  complaint. 

It  is  believed  the  conference  at  Chicago  will  take  up,  not 
only  the  rate  question,  but  the  strike  question.  The  executives 
have  been  advised  that  there  is  a  feeling  among  the  railroad 
workers  that  if  they  will  strike,  President  Harding  will  take 
over  the  railroads,  under  the  war  emergency  power  of  the  army 
appropriation  bill  of  1916.  Of  course,  a  taking  over  under  that 
statute  would  be  the  baldest  kind  of  pretense,  but  that  fact  would 
not  worry  labor  leaders  or  followers.  A  further  thought  of  the 
railroad  workers  is  said  to  be  that  if  the  roads  are  ever  again 
taken  over  they  will  never  be  returned  to  their  owners.  The 
workers  are  said  to  figure  that  if  the  President  should  take  them 
over  they  would  win  public  sentiment  by  saying:  "All  right, 
Mr.  President,  we  will  work  for  Uncle  Sam,  but  not  for  the 
owners." 

Now  the  thought  is  that  if  the  owners  expect  or  hope  to 
receive  help  from  the  President  they  will  be  in  much  better 
case  if  they  have  done  something  to  meet  the  views  of  the 
agricultural  bloc  than  if  they  had  stood  pat  on  section  15-a. 
President  Harding  is  as'  much  opposed  to  public  ownership  or 
operation  as  any  man  in  the  country;  but,  it  is  suggested,  if  the 
railroad  owners  disappoint  both  farmers  and  workers,  there  will 
be  only  a  small  part  of  the  public  that  will  not  be  dissatisfied 
with  them,  whereas  if  they  undertake,  in  a  serious  way,  to  lift 
some  of  the  burdens  of  the  rates  made  effective  in  August,  1920, 
the  farmers  will  be  put  into  better  mood  and  the  workers  thereby, 
robbed  of  the  benefit  of  the  dissatisfaction  now  felt  by  them. 

Apparently  it  is  a  case  of  Hobson's  choice  for  the  railroad 
executives.  They  have  only  one  course — that  is,  to  choose  the 
lesser  of  two  evils  and  a  reduction  in  some  rates  may  be  the 
smaller.  A  fight  with  the  farmers  and  the  workers  at  Hie  same 
time,  it  is  suggested,  would  be  a  losing  one,  and  one  in  which 
they  could  not  expect  much  help  from  those  who  are  opposed 
to  any  and  all  plans  looking  toward  either  government  ownership 
or  operation. 


CUMMINS  ON  RAILROAD  PROBLEMS 

The   Traffic   World    Washington   tjxt'Cait 

Various  phases  of  the  railroad  problem  were  discussed  by 
Senator  Cummins,  chairman  of  the  Senate  interstate  commerce 
committee,  September  27,  on  his  return  to  Washington  from  bis 
home  in  Iowa.  The  senator  appeared  to  be  in  improved  condi- 
tion physically.  When  he  left  for  Iowa  several  weeks  ago  he  had 
just  recovered  from  an  illness  that  developed  in  the  warm 
weather. 

In  response  to  questions,  Senator  Cummins  gave  his  personal 
views  on  rate  reductions,  intrastate  rate  regulation,  the  rail- 
road investigation,  the  Townsend-Winslow  bill,  the  Railroad 
Labor  Board,  division  of  the  duties  of  the  Interstate  Commerce 
Commission,  with  the  Department  of  Commerce,  and  the  railroad 
situation  generally.  In  several  instances  the  views  expressed  by 
the  senator  were  somewhat  different  from  those  which  he  was 
understood  to  have  entertained  several  months  ago. 

The  "tremendous  demand"  for  freight  rate  reductions.  Sena- 
tor Cummins  said,  could  nnl  lie  overlooked,  adding  that  rates. 
no  doubt,  must  be  reduoMj.  lie  expressed  (lie  belief  that,  while 
the  railroads,  of  course,  must  have  sufficient  revenues  to  continue 
operations,  they  would  have  to  meet  the  demand  for  reductions 
and  the  belief  that  rates  are  preventing  a  return,  to  normal  con- 
ditions. He  also  said  there  was  the  question  to  be  considered 
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in    whether   reduced    rales   woulil    nul    IncrWM   th'-    ie\enues  of  the 
can  i. 

Thi'  Views  e\pre.s:ed  h.\  ihe  senator  DM  the  question  of  in- 
iraslate  iiii.  regulation  were  particularly  interesting  and  slgnln- 
ciint  liccause  the  general  Impression  has  been  among  those  who 
have  followed  the  intrastate  rate  situation  closely,  that  he  did 
not  object  to  the  interpretation  placed  on  the  transportation  act 
by  the  Commission.  When  he  was  asked  as  to  what  would  re- 
sult from  the  agitation  for  repeal  of  that  part  of  the  law  under 
which  I  lie  Commission  has  issued  its  intrastate  orders,  he  re- 
plied i  bat,  if  the  United  States  Supreme  Court  sustained  the  con- 
tention ol'  tbe  railroads,  he  would  take  steps  to  have  the  law 
amended  restoring  to  the  states  the  control  over  rates  that  they 
had  prior  to  the  passage  of  the  law.  He  said  that,  as  he  read  the 
law.  there  was  no  justification  for  the  Interpretation  placed  on 
it  by  the  railroads  and  that,  if  that  interpretation  were  sustained, 
it  would  mean  absolute  control  ot  all  rates  by  the  Interstate  Com- 
merce' Commission.  He  said  he  did  not  believe  il  would  be.  a. 
wise  thing  to  have  regulation  of  the  railroads 
Commission  with  the  states  deprived  of  their  regulatory  powers' 
lie  commented  on  the  fact  that  the  conferees  on  the  transporta- 
tion  act  had  taken  out  the  words  "undue  burden"  on  interstate 
commerce  and  said  their  intention  was  only  to  write  into  the 
law  the  effect  of  the  decisions  of  the  Supreme  Court  in  the  Shreve- 
port  and  .Minnesota  rate  cases.  He  said  the  only  thing  Congress 
had  done  was  to  give  the  Commission  authority  to  prescribe  rates 
in  cases  where  they  held  intrastate  rates  to  be  discriminatory 
against  interstate  commerce. 

His  views  on  intrastate  rate  regulation  as  expressed  by  him, 
were  practically  identical  with  arguments  made  before  the  Com- 
mission and  the  United  States  Supreme  Court  by  counsel  for  the 
.--tate  commissions  in  the  Wisconsin  rate  case.  At  the  time  the 
conferees  agreed  on  their  report  on  the  transportation  bill,  the 
senator,  in  discussing  what  became  of  section  13,  of  the  inter- 
state commerce  act,  said  the  intent  was  merely  to  write  into  the 
law  the  Shreveport  decision.  He  declined  to  comment  for  publi- 
cation on  the  decision  of  the  Commission  in  the  New  York  pas- 
senger fare  case — the  first  intrastate  rate  case  brought  by  the 
carriers  under  section  13  to' be  decided  by  the  Commission.  Later 
when  Senator  Kenyon,  the  junior  senator  from  Iowa,  introduced 
a  bill  providing  for  restoration  of  state  control  of  rates.  Senator 
Cummins  said  the  transportation  act  expressed  his  views  on  the 
question  of  state  regulation. 

Questioned  as  to  what  he  thought,  of  the  agitation  for  ahnli- 
tion  QLthe  .Railroad  Labor  Uuaxd  and  whether  he  had  changed 
his  views  as  an  advocate  of  the  board  at  the  hearings  in  the 
railroad  inquiry,  he  said  the  board  was  an  "experiment"  b,ut  that. 
he  believed  the  idoa  back  ol'  it  was  correct  He  said  if  the  rait- 
roads  and  labor,  hov,  ever.  disrcKardtd  th.?  board's  de.-isinns  and 
there  was  no  way  the  ho-ird  could  enforce  its  findings,  the  board" 
mi^ht  as  well  be  aboliskul.  He  said  lie  regretted  that  the  raiH 
roads  and  labor  had  not  worked  together  to  make  the  board  a 
success.  There  is  a  great  demand  on  the  part  of  the  freight- 
paying  public,  he  said,  for  restoration  to  the  railroads  of  full 
control  over  wages  but  he  said  with  such  restoration  there  would 
be  strikes,  which  would  result  in  greater  costs  than  would  result, 
from  higher  freight  rates  necessary  to  pay  wages  fixed  by  a  labor 
board.  Although  saying  he  favored  repeal  of  the  labor  provisions 
of  the  transportation  act  if  it  developed  that  the  railroads  and 
labor  would  not  abide  by  the  board's  decisions,  he  also  remarked 
that  there  might  be  a  move  toward  giving  the  board  the  power 
to  enforce  its  findings.  He  said  there  were  some  who  believed 
the  board  could  now  enforce  its  findings  through  mandamus  pro- 
ceedings in  court,  but  that  he  was  not  prepared  to  say  whether 
that  could  be  done. 

Senator  Cummins  said  with  regard  to  the  Wiuslow-Town- 
send  bill  that  he  regretted  exceedingly  that  it  had  been  termed 
the  "funding"  bill.  He  said  it  had  nothing  to  do  with  funding, 
as  the  President  had  the  right  to  fund  the  carriers'  indebtedness 
to  the  government  under  the  transportation  act.  He  said  it  ap- 
peared that  the  Senate  wo;ild  consider  the  revenue  bill  and  the 
peace  treaties  before  it  would  take  up  the  railroad  bill.  He  was 
inclined  to  believe  that  if  the  Railroad  Administration  could 
sell  all  of  the  $300,000,000  of  equipment  trust  certificates  that 
it  holds,  and  part  of  which  have  been  sold,  it  might  not  be  neces- 
sary to  pass  the  railroad  bill.  He  said  he  would  confer  with 
Director-General  Davis  shortly  as  to  the  financial  needs  of  the 
Administration  in  connection  with  making  settlements  with  the 
railroads.  He  said  he  would  urge  passage  of  the  railroad  bill, 
however,  as  soon  as  possible.  President  Harding  would  ask 
Senate  leaders  to  hasten  passage  of  the  bill,  it  was  said  at  the 
\vhite  House. 

The  reports  that  the  reorganization  committee  of  the  Harding 
administration  might  recommend  that  some  of  the  administrative 
functions  of  the  Commission  be  turned  over  to  the  Department 
of  Commerce  were  brought  to  the  attention  of  the  senator.  He 
said  he  was  not  advised  as  to  what  the  committee  would  recom- 
mend but  he  did  not  believe  such  a  plan  would  be  practical.  His 
view  was  that  the  only  purpose  to  be  served  by  such  a  division 
would  be  the  saving  of  expenses  and  that  the  Department  of 
Commerce  could  not  do  the  work  any  more  economically  than 
could  the  Commission. 

The    railroad     inquiry,     which     was    suspended     in     July,    the 


senator  said,  would  be  resumed  an  .soon  as  arrangement*  could 
be  made  for  witnesses  to  appear.  He  Bald  the  definite  date  could 
not  be  fixed  as  he  would  have  to  consult  with  those  yet  to  appear. 
He  said  there  was  no  intention  of  closing  the  inquiry,  as  had 

I n  charged  by  the  minority  report  on  the  Townsend  bill.    He 

said  the  brotherhoods  and  other  witnesses  would  be  heard. 

Wage  reductions  might  not  necessarily  follow  rate  reduc- 
tions, he  said.  He  commented  on  the  fact  that  the  cost  of  food- 
stuffs was  not  going  down  and  said  that  retail  prices  would  have 
to  come  down.  He  said  he  believed  the  railroads  were  facing 
better  conditions  than  at  the  time  the  railroad  Inquiry  was 
begun  in  May. 


MANUFACTURERS  CONSIDER  RAIL 
PROBLEMS 

The  call  and  the  program  for  the  National  Conference  of 
stale  Manufacturers'  Associations,  In  Chicago,  September  29  and 
:!(»,  provided  for  the  consideration  of  three  subjects — the  tariff, 
taxation  and  transportation.  In  his  opening  address,  William 
Butterworth,  of  Deere  &  Co.,  Moline,  111.,  president  of  the  con- 
ference, outlined  the  scope  of  these  subjects  and  spoke  particularly 
on  the  important  part  lowered  freight  rates  were  to  play  in  the 
coming  business  rehabilitation.  Aside  from  the  fact  that  freight 
rates  are  too  high,  and  so  tend  to  delay  the  return  to  normal 
business  by  increasing  production  costs,  he  said,  the  wages  paid 
to  railroad  employes  exerted  a  demoralizing  influence  on  the 
workers  in  other  industries  where  it  was  Impossible  to  pay  the 
railroad  scale  for  similar  classes  of  work.  He  said,  in  part: 

One  element  that  is  retarding  the  return  to  normalcy  is  the 
cost  of  transportation.  But  the  cost  of  transportation  very  ma- 
terially affects  us  not  only  in  freight  rates,  but  in  the  cost  of 
pasenger  transportation.  If  anybody  who  has  a  lot  of  traveling 
men  will  take  the  trouble  to  compare  the  cost  of  sending  these 
men  over  the  country  today  with  the  cost  five  or  six  years  ago — 
1913  or  1914 — he  will  see  what  it  means  to  him. 

Something  has  got  to  be  done  in  connection  with  this  trans- 
portation problem.  We  have  got  to  have  lower  rates,  both  freight 
and  passenger.  The  railroads  say — and  I  think  it  is  perfectly 
right — that  they  cannot  reduce  their  rates  until  their  operating 
costs  go  down.  The  question,  then,  is  how  are  they  going  to  re- 
duce these  costs. 

I  am  satisfied  that  unless  something  is  done  to  bring  about 
lower  freight  rates,  we  cannot  hope  to  improve  business  in  our 
industry.  Our  factories  in  the  agricultural  implement  industry 
have  not  been  going-  since  last  April,  so  you  can  imagine  what 
our  situation  is.  In  my  own  town  there  are  about  3,500  men  out 
of  work.  We  have  done  everything  we  can:  but  with  large  inven- 
tories and  with  no  chance  of  making  anything  new  until  some- 
thing begins  to  move,  we  have  got  to  have  some  relief.  And  I 
think  that  relief  has  got  to  come  from  transportation.  Of  course, 
it  has  got  to  come  from  taxation,  too,  but  I  think  the  great  relief 
has  got  to  come  from  transportation,  and  in  two  ways:  first,  in 
lower  rates  and,  second  in  lower  wages  for  railroad  workers. 

Our  factory  is  within  hailing  distance  of  a  railroad  shop  that 
is  paying  77  cents  an  hour  for  machinists.  We  cannot  pay  that 
because  competition  won't  permit  it.  Yet,  if  we  should  attempt 
to  make  our  men  work  at  lower  wages  they  would  feel  dissatis- 
fied, because  right  across  the  street  live  men  who  work  in  the 
railroad  shops  and  who  would  be  getting  much  more  than  they. 

Although  Chairman  Fordney,  of  the  House  Ways  and  Means 
Committee,  touched  on  the  question  of  government  expenditures 
on  the  railroads  under  federal  control  and  spoke  of  the  heritage 
of  increases  in  labor  costs  and  the  number  of  workers  as  the 
heaviest  burden  on  the  railroads  today,  in  the  course  of  a  talk 
on  pending  tariff  legislation,  the  first  speech  bearing  particularly 
on  the  subject  of  transportation  was  made  by  E.  B.  Leigh,  presi- 
dent of  the  Chicago  Railway  Equipment  Company,  who  spoke 
en  "What  Will  Effectually  Restore  Business."  Mr.  Leigh  demon- 
strated, by  means  of  charts  and  graphs,  that  the  general  state 
of  business  has,  for  the  last  20  years,  closely  followed  the  ex- 
tent of  railroad  purchases  in  volume.  It  was  his  position  that 
no  single  thing  would  help  business  so  much  as  to  put  the  rail- 
roads in  a  position  to  go  into  the  market  for  large  amounts  of 
equipment  of  various  kinds.  This,  he  claimed,  could  only  be 
accomplished  by  insuring  the  carriers  adequate  revenues.  All 
other  measures,  he  said,  would  be,  at  best,  temporary  In  effect. 
In  this  connection  he  read  a  letter  which  he  said  had  been  for- 
warded by  him  to  Secretary  of  Commerce  Hoover,  as  chairman 
of  the  unemployment  conference.  The  letter  was  as  follows: 

Restoration  of  national  prosperity  can  be  started  on  its  way 
by  just  one  factor — purchasing  power.  All  substitutes  are  boot- 
straps or  phantoms. 

Among  the  sources  of  purchasing  power  the  largest  and  most 
definitely  available  is  the  power  of  the  railroads  to  buy  material 
and  labor  for  maintenance,  additions  and  betterments.  In  normal 
years  the  railways  directly  or  indirectly  have  consumed  from  40 
to  50  per  cent  of  the  iron  and  steel  production,  admittedly  the 
"barometer  of  business." 

It  Is  the  history  of  depressions  that  recovery  is  always  accom- 
panied by  resumption  of  large  railroad  buying,  and  never  comes 
without  It — the  only  exception  being  the  war  period.  The  busi- 
ness so  initiated  flushes  the  channels  of  all  industry  and  trade.  In- 
cluding agriculture,  and  favorably  affects  every  inhabitant  of 
every  community. 

At  present  the  railroads  lack  the  money  and  the  credit  to 
finance  proper  maintenance,  not  to  say  additions  and  improve- 
ments. Their  net  income  is  neither  sufficient  not  certain.  It  is 
insufficient  becuus.  railway  labor  is  too  hiuh.  It  will  be  Insuffi- 
cient until  labor  cost  comes  down  through  wage  cuts,  and  through 
modifications  of  working  conditions.  It  is  uncertain  b 
clal  groups  of  shippers  are  e\..ftinu  pressure  upon  tin-  roads  and 
upon  the  Interstat.  Commerce  ''ommission  fur  prlvlle 
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sions,  most  of  which  where  granted  have  resulted  in  little  or  no 
freight  movement,  which  are  unfair  to  other  shippers  who  adhere 
to  pre-war  procedure  in  the  discussion  of  rate  revision  and  which, 
if  made  general  without  wage  reduction,  would  dissipate  all  hope 
of  net  income  either  adequate  or  stable,  and  postpone  indefinitely 
that  entrance  into  the  market  by  the  railroads,  without  which 
no  business  recovery  can  be  genuine  or  permanent. 

In  my  judgment  the  Unemployment  Conference  could  devise 
no  remedy  for  current  depression  more  effective  than  this: 

Persuade  every  shipper  who  favors  lower  freight  rates — 

1.  To  participate   in   an   organized   effort   to  convince 
the  Railroad  Labor  Board  that  railway  labor  cost  must  be 
immediately  and  substantially  reduced. 

2.  To   refrain   from   enlistment  of  executive  and  leg- 
islative officers  of  the  government  for  exertion  of  pressure 
upon    the    railroads    or   upon    the   Commission    in    connec- 
tion with  rates;  and  to  employ  exclusively  in  the  discus- 
sion of  proposed  rate  revisions  negotiation  with  the  car- 
riers, or,  failing  agreement  with  them,  orderly  procedure 
by   testimony   and    argument   before   the   Interstate    Com- 
merce Commission. 

Purposely,  the  so-called  railroad  refunding  bill  is  not  brack- 
eted with  the  factors  next  above  specified.  The  reason  for  so 
treating  it  is  that  its  great  importance  would  be  in  direct  relief 
to  the  railway  supply  industry,  and  in  what  I  shall  say  I  am 
discussing  not  the  special  needs  of  that  industry,  but  the  needs 
of  the  whole  nation.  Somewhere  near  $500,000,000  may  be  made 
available  for  settlement  of  balances  due  the  railroads  by  the 
government  on  current  account  if  the  sum  due  the  government  by 
the  railroads  on  capital  account  can  be  funded.  Somewhere  be- 
tween $200,000,000  and  $300,000,000  may  be  due  supply  concerns 
from  the  railroads — remittances  awaiting  settlement  of  govern- 
ment balances.  Therefore,  probably  not  much  in  excess  of  $300,- 
000,000  would  remain  for  new  orders,  which  at  best  would  be 
temporary  and  not  large  compared  with  amount  permanently  in- 
volved in  the  rate  and  wage  problem.  Not  even  the  whole  of  this 
sum  will  be  paid  over  immediately.  Settlements  are  the  result 
of  negotiation,  and  take  time.  The  Director-General  has  predicted 
that  the  last  will  be  completed  by  the  end  of  1922. 

Speaking  for  the  railway  supply  industry,  in  which  my  com- 
pany does  a  part  of  its  business,  I  desire  to  thank  business  men 
generally  for  the  ^eal  and  energy  with  which  they  have  aided  us 
in  promoting  passage  of  the  refunding  bill.  Enactment  will  help 
us  very  much  and  the  relief  will  be  reflected  beyond  our  craft. 
But  this  is  a  transitory  phase  and  its  importance,  both  immediate 
and  in  the  long  run,  is  greatly  exceeded  by  that  of  the  rate  and 
"wage  questions. 

Although  the  company  with  which  I  am  connected  has  had 
for  some  years  not  to  exceed  30  to  40  per  cent  of  its  business 
with  the  railways,  I  have  made  for  many  years  systematic  ob- 
servations of  the  relation  between  railway  buying  and  general 
business  prosperity.  I  have  attached  as  an  appendix  to  this  letter 
the  prolongation  of  a  chart  which  shows  that  currently,  as  here- 
tofore, general  business  resumption  waits  upon  railroad  purchases. 

In  discussing  that  topic  I  have  exchanged  ideas  with  many 
persons.  Among  those  who  have  given  it  sustained  thought  there 
seem  to  be  two  classes.  The  first  class  are  persuaded  that  in  the 
upward  climb  from  a  depression  the  first  stage  is  resumption  of 
merchandise  movement  in  such  commodities  as  textiles,  boots  and 
shoes  and  other  necessaries  of  the  individual  consumer,  and  that 
the  consequent  improvement  in  railroad  earnings  is  reflected  in 
railroad  purchases  which  broaden  and  accelerate  commercial  and 
industrial  resurrection.  The  other  class,  to  which  I  belong,  hold 
that  as  a  matter  of  history  it  is  railroad  buying  which  itself  in- 
itiates the  whole  movement,  nnd  that  any  recovery  in  general 
business  before  the  roads  come  into  the  market  is  negligible. 
There  is  no  present  occasion  for  arguing  which  of  the  two  classes 
is  correct  on  the  point  where  they  differ,  because  the  important 
point  is  that  on  which  they  agree,  namely,  that  however  it  starts, 
a  resumption  of  general  business  is  strengthened  and  hastened  by 
railroad  buying  and  cannot  be  permanent  without  it. 

Applying  this  doctrine  to  the  present  juncture,  it  is  unneces- 
sary for  all  concerned  to  harmonize  exactly  their  views  as  to  the 
stage  of  recovery,  if  any,  which  business  has  reached.  The  con- 
clusion arrived  at  by  each  individual  would  depend  upon  the  value 
assigned  by  him  to  various  conflicting  factors.  We  ought  to  be 
unanimous  in  this — that  if  merchandise  buying  is  now  on  the 
upward  trend  large  railroad  buying  will  help  mightily  to  give  it 
permanence,  where  otherwise  it  might  fluctuate  fitfully  for  many 
months;  and  that  if  those  who  think  the  tide  has  turned  an  un- 
duly optimistic,  large  railroad  buying  will  confirm  their  hope. 
Why  run  the  risk  of  protracted  doldrums  and  probably  serious  set- 
backs by  neglecting  so  obvious  an  expedient? 

The  novel  aspect  in  the  present  situation  is  this — that  wheras 
during  about  20  years  past  recoveries  have  found  the  railways 
able  to  come  into  the  market  with  some  vigor,  though  steadily 
less  in  each  recurring  instance,  the  present  occasion  finds  them 
almost  utterly  without  the  means  to  resume  purchasing.  Never 
in  the  history  of  our  railways  has  their  physical  condition  been  at 
a  lower  ebb  or  their  need  of  rehabilitation  greater. 

It  is  respectfully  suggested  that  the  Unemployment  Confer- 
ence picture  railroad  buying  and  the  requisites  for  its  resumption  to 
1  the  public  in  such  colors  as  will  evoke  an  irresistible  movement  for 
railroad  wage  reduction  and.  that  accomplished,  and  railway  oper- 
ating cost  brought  down,  for  reconsideration  of  railway  rates  by 
the  Interstate  Commerce  Commission  in  orderly  procedure  as  be- 
fits a  quasi-judicial  arm  of  the  government  charged  by  Congress 
,  with  the  responsibility  of  sanctioning  tariffs  under  which  tlif  traf- 
I  flc  can  move  and  the  railroads  can  grow. 

At  the  first  day  of  the  conference  committees  were  appointed 
to  draft  resolutions  covering  the  three  questions  under  discussion. 
The  personnel  of  the  transportation  committee  was  as  follows: 
C.  E.  Bement,  Nova  Engine  Company,  Lansing,  Mich.,  chairman; 
C.  A.  Andrews,  president,  Gorton-Pew  Fisheries,  Gloucester, 
Mass.;  S.  0.  Dunn,  editor  Railway  Age,  and  B.  A.  VanWinkle, 
Hartford  City  Paper  Company,  Hartford,  Conn.  Resolutions  pre- 
sented by  the  tariif  committee  before  the  close  of  the  session, 
which  recommended  a  protective  tariff  with  provisions  for  Amer- 
ican valuation,  were  passed.  The  transportation  committee,  it 
was  announced,  would  report  on  the  second  day. 

President  S.  M.  Pelton,  of  the  Chicago  Great  Western  Rail- 
road, spoke  on  "Railway  Operating  Costs  and  Railway  Rates," 
the  morning  of  the  second  day,  September  30.  Mr.  Felton  agreed 
that  the  industries  of  the  country  were  entirely  in  the  right  In 
saying  that  a  readjustment  of  freight  rates  on  a  lower  basis 
u-ould  have  to  be  made  in  order  to  help  business.  He  said  that 


no  one  class  of  men  was  more  keenly  aware  of  that  fact  than 
the  rail  executives  themselves  and  pointed  to  numerous  reduc- 
tions already  made  as  proof  that  they  were  sincere  in  their  de- 
.sires  to  make  reductions  wherever  possible.  "But,"  he  added, 
"the  only  way  conditions  can  be  produced  which  will  make  it 
practicable  to  reduce  the  present  rates  generally  In  fairness  to 
all  concerned  is  by  reducing  the  present  operating  costs."  Con- 
tinuing, he  outlined  some  of  the  unsuccessful  attempts  recently 
made  by  the  railroad  executives  to  reduce  operating  costs: 

The  present  prices  of  coal  are  mainly  due  to  the  wages  being 
paid  the  miners.  The  present  wages  of  the  miners,  which  are  the 
highest  ever  known,  were  fixed  by  a  government  commission  to 
remain  in  effect  for  two  years,  or  until  April  1,  1922.  At  the  re- 
cent convention  of  the  United  Mine  Workers  a  resolution  was 
adopted  setting  forth  not  only  that  the  miners  would  not  accept 
reductions  in  wages,  but  that  they  would  demand  shorter  hours 
of  work  and  still  higher  wages  at  the  expiration  of  the  award  that 
fixed  the  present  wages. 

The  railways  made  great  efforts  to  secure  abrogation  of  the 
national  agreements  through  which  the  revolutionary  changes 
in  the  rules  and  working  conditions  of  employes  were  made.  The 
Railroad  Labor  Board  at  one  time  ordered  abrogation  of  the  na- 
tional agreements  and  remanded  the  making  of  new  rules  and 
working  conditions  to  negotiation  between  the  individual  railways 
and  their  employes.  These  negotiations,  in  most  cases,  proved 
futile,  because  the  labor  unions  insisted  on  acceptance  by  the 
individual  railways  of  exactly  the  same  rules  and  working  con- 
ditions which  were  incorporated  in  the  national  agreements. 

The  Labor  Board  then  rescinded  its  order  for  the  abrogation 
of  the  national  agreements,  and  they  are  still  in  effect  except 
for  certain  changes  in  the  rules  regarding  overtime.  The  labor 
unions  thus  far  have  not  accepted  even  the  overtime  rules  adopted 
by  the  Labor  Board. 

The  railways  also  asked  the  Railroad  Labor  Board  to  wipe 
out  the  advance  In  wages  granted  by  it  on  July  20,  1920,  which 
averaged  22  per  cent.  The  board  granted  a  reduction  of  wages 
which  it  estimated  averaged  only  one-half  of  that  amount.  About 
90  per  cent  of  railway  employes  are  paid  by  the  hour,  and  this 
award  by  the  Labor  Board  leaves  the  average  wage  per  hour  of 
railway  employes  about  124  per  cent  higher  than  it  was  in  1916. 
If  the  railways  were  now  employing  as  many  men  as  last  year, 
the  wages  being  paid  would  be  about  $2,000,000,000  a  year  more 
than  in  1916. 

Now,  then,  are  reasonable  reductions  in  the  operating  costs 
to  be  secured?  The  railway  managers  are  doing,  and  will  do, 
all  they  can  to  increase  the  efficiency  and  economy  of  operation. 
The  solution  of  the  problem  of  reasonably  and  permanently  reduc- 
ing railway  operating  costs  is,  however,  mainly  in  the  hands  of 
the  public  and  of  public  authorities.  The  main  cause  of  the  pres-. 
ent  high  prices  of  coal  are  the  wages  for  miners  fixed  by  a  gov- 
ernment commission  and  the  prices  the  railways  must  pay  for  coal 
will  remain  excessive  until  these  wages  have  been  reduced.  The 
taxes  the  railways  must  pay  are  entirely  in  the  hands  of  govern- 
ment authorities.  The  present  rules  and  working  conditions  and 
wages  of  railway  employes  are  entirely  due  to  the  action  of  gov- 
ernment authorities.  They  were  made  entirely  by  the  Railroad 
Administration  and  the  Railroad  Labor  Board.  One-third  of  the 
members  of  the  Labor  Board  are  appointed  to  represent  the  pub- 
lic. They  hold  the  balance  of  power  on  the  board,  and  therefore, 
whether  reasonable  rules  and  working  conditions  and  reasonable 
wages  shall  be  made,  and  the  payroll  correspondingly  reduced,  de- 
pends upon  the  attitude  of  these  public  members.  To  them,  there- 
fore, the  public  may,  and  in  fairness  must,  look  for  most  of  the 
reductions  in  railway  expenses  which  are  prerequisite  to  any  rea- 
sonable reduction  of  rates.  The  railways  have  done  all  they  could 
to  get  reasonable  reductions  in  their  payroll  and  have  failed.  The 
public  should  not  complain  to  the  railways  about  high  rates  as 
long  as  high  rates  are  made  necessary  by  the  attitude  or  action  of 
government  authorities,  such  as  the  public  members  of  the  Labor 
Board. 

Governmental  authorities  represent  and  are  responsible  to  the 
public,  and  public  sentiment  alone  therefore  can  cause  them  to 
adopt  policies  which  will  enable  the  railways  to  get  coal  and 
labor  cheaper,  and  relieve  them  from  the  burden  of  taxation 
which  is  constantly  increasing. 

The  railways  are  in  a  situation  unlike  that  of  almost  any 
other  large  industry  in  the  country.  The  farmer  and  the  manu- 
facturer enjoy  a  degree  of  freedom  in  the  conduct  of  their  busi- 
ness that  the  railway  manager  does  not  possess.  You  manage 
your  business  without  much  government  interference.  On  the 
other  hand,  while  the  railways  are  privately  owned  and  managed, 
they  are  subjected  to  various  kinds  of  government  regulation, 
and  their  situation  as  a  whole  is  determined  by  the  way  in  which 
they  are  regulated.  The  railway  managers  will  do  their  part  in 
improving  the  railway  situation  with  respect  to  operation  and 
rates,  but  they  cannot  effect  the  improvements  which  ought  to  be 
made  unless  the  public  does  its  part  by  regulating  the  railways 
intelligently,  wisely  and  fairly.  Those  attending  this  meeting  are 
a  part  of  the  general  public.  Therefore,  my  suggestion  to  you 
and  all  other  business  men  is  that  while  you  do  demand,  and 
should  demand  that  the  managers  of  the  railways  spare  no  effort 
to  improve  the  present  situation,  you  should  on  your  own  part 
spare  no  effort  to  bring  about  regulation  of  the  railways  which 
will  make  it  possible  for  the  managers  to  operate  the  properties 
with  the  efficiency  and  economy,  and  provide  the  service  and 
make  the  rates,  that  the  business  interests  of  the  countn 
greatly  need. 


RAILROAD  FUNDING  BILL 

77ft1    Traffic    U'oilJ    U~a.*liiinjtt>n    Jlnrttin 

After  a  conference  between  Senator  Cummins  and  Director- 
General  Davis  this  week  it  was  learned  that  there  will  be  no 
abandonment  of  the  plan  to  put  the  Townsend-Winslow  railroad 
bill  through  the  Senate  as  soon  as  possible.  The  Railroad  Ad- 
ministration is  as  anxious  as  it  ever  was  to  have  the  bill  passed 
as  it  stands.  However,  the  bill  will  not  be  taken  up  until  the 
tax  and  treaty  legislation  has  been  disposed  of  and  that  prob- 
ably will  take  several  weeks. 

Officials  of  the  Railroad  Administration  fear  that  the  sale 
of  approximately  $100,000,000  of  equipment  trust  certificates  in 
the  last  few  weeks  has  given  the  impression  that  passage  of  the 
bill  might  not  be  necessary.  The  $100,000,000  mark  was  reached 
with  the  sale  of  an  additional  lot  of  $30, 000,000  of  certificates  to 
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Kului.   1. (ifii  &  Co.     This  sale  h.e    not   heen  nffldHlly  announced 
but  it  has  been  effected. 

The  Railroad  Administration,  It  was  said,  cannot  begin 
general  funding  of  the  indebtedness  of  the  railroads  to  the  gov- 
.  rumen!  until  It  has  several  hundred  million  dollars  additional, 
and  that  therefore  It  is  just  as  necessary  as  ever  that  the  rail- 
road bill  be  passed. 

Some  senators  who  have  seen  reports  that  the  War  Finance 
Corporation  has  been  selling  equipment  trust  certificates  for  the 
Railroad  Administration  were  inclined  to  take  the  position  that 
the  Corporation  was  exceeding  its  authority.  Officials  of  the 
Railroad  Administration  said  the  sales  were  made  by  the  Direr 
mi- Cenernl.  The  officials  of  the  War  Finance  Corporation  as- 
sisted in  making  the  sales  but  not  in  an  official  capacity. 

There  probably  has  been  more  misinformation  printed  and 
spoken  about  the  pending  railroad  bill  than  any  transportation 
measure  that  lias  been  under  consideration  for  some  time.  The 
opponents  of  the  bill  have  built  largely  on  the  premise  that  the 
President  should  not  fund  the  indebtedness  of  the  railroads  to 
the  government.  That  issue,  however,  those  favoring  passage  of 
the  bill  contend,  is  not  Involved  in  the  proposed  legislation,  which 
was  framed  to  provide  funds  for  the  Railroad  Administration 
to  make  final  settlements  with  the  railroads  without  making  a 
direct  appropriation  therefor.  To  fund  the  indebtedness  of  the 
railroads  the  Director-General,  of  course,  will  need  more  cash 
than  he  would  if  he  set  off  the  railroad  indebtedness  against 
what  the  government  owes  the  roads. 

Senate  leaders  were  again  considering  the  adoption  of  a 
cloture  rule  to  limit  debate.  Under  the  present  rules  a  1'ew  sena- 
tors may  delay  action  indefinitely  because  of  their  privilege  to 

ik  as  long  as  they  may  please  to  speak.  That  condition  of 
affairs  is  the  reason  why  the  railroad  bill  was  not  passed  before 
the  recess  and  why  it  is  being  delayed  now.  The  House,  under 
its  rules,  disposed  of  the  Winslow  bill  in,  six  hours.  If  the  Senate 
had  similar  rules  or  a  cloture  rule  limiting  debate,  the  will  of  the 
majority  could  be  exercised  with  more  speed  than  it  can  be  at  pres- 
ent. During  the  recess,  when  many  of  the  senators  returned  to 
their  homes,  it  is  said  that  their  constituents  criticized  the  delay 
in  the  Senate  on  important  measures,  and  that  criticism  led 
to  a  committee  of  senators  conferring  with  President  Harding 
on  the  advisability  of  adopting  a  cloture  rule. 

The  additional  sales  of  $30,298,500  of  railroad  equipment 
trust  certificates  announced  by  the  Director-General  September 
22,  bringing  the  total  sales  up  to  that  date  to  $63,482,600,  were 
as  follows: 

To  Messrs.  White,  Weld  &  Co.,  and  Blair  &  Co.,  the  last  eight 
maturities  of  the  following  issues  in  the  following  amounts: 
Atlantic  Coast  Line  and  Louisville  &  Nashville  as  lessees  of 
Georgia  Railroad,  $631,200;  New  York  Central,  $7,292,800; 
Michigan  Central,  $2,729,600;  Chicago  &  North  Western,  $5,319,- 
200;  Delaware  &  Hudson,  $2,123,200;  Illinois  Central,  $5,176,800; 
Cincinnati,  New  Orleans  &  Texas  Pacific,  $510,400;  total,  $23,- 
783,200. 

To  Hornblower  &  Weeks,  the  last  eight  maturities  of  the 
following  issues:  Richmond,  Fredericksburg  &  Potomac,  $524,- 
800. 

To  L.  F.  Rothschild  &  Co.,  the  last  eight  maturities  of  the 
following  issue:  Buffalo,  Rochester  &  Pittsburgh,  $534,400. 

To  Freeman  &  Co.,  the  last  eight  maturities  of  the  following 
Issues  and  in  the  following  amounts:  Buffalo,  Rochester  &  Pitts- 
burgh, $534,400;  Kansas  City  Terminal,  $100,000;  Terminal  Rail- 
road Association  of  St.  Louis,  $182,400;  total,  $816,800. 

To  White,  Weld  &  Co.,  the  1928  and  1929  maturities  of  the 
following:  Pittsburgh  &  Lake  Erie,  $77,600. 

To  White,  Weld  &  Co.,  the  last  eight  maturities  of  the  fol- 
lowing issue:  Nashville,  Chattanooga  &  St.  Louis,  $b92,000. 

To  Salomon  Brothers  &  Hutzler,  the  first  six  maturities,  that 
is,  January  15,  1922,  to  January  15,  1927,  both  inclusive,  of  the 
following  issues:  Central  Railroad  of  New  Jersey,  $1,186,500; 
Atchison,  Topeka  &  Santa  Fe,  $1,471,200;  Chicago,  Burlington  & 
Quincy,  $1,212,000;  total,  $3,869,700. 

The  sale  of  $5,479,500  of  certificates,  announced  September 
20,  was  made  to  White,  Wejd  &  Co.  At  the  time  this  sale  was 
announced  the  name  of  the  purchaser  was  not  made  public. 

It  was  announced  that  the  Director-General  had  sold  the  en- 
tire amounts  of  equipment  trust  certificates  held  by  him  of  issues 
of  the  Central  of  New  Jersey,  Atchison,  Topeka  &  Santa  Fe,  Chi- 
cago, Burlington  &  Quincy  and  the  Pittsburgh  &  i.uke  Erie. 

Predictions  by  Treasury  officials  that  probably  from  $200,- 
000,000  to  $250,000,000  of  the  6  per  cent  equipment  trust  cer- 
tificates held  by  the  Railroad  Administration  could  be  sold  at 
par  and  accrued  interest,  the  funds  thus  obtained  to  be  utilized 
by  the  Railroad  Administration  in  speeding  up  settlements  with 
the  railroads,  appeared  this  week  to  be  practically  certain  of 
fulfillment.  The  demand  for  the  certificates  has  been  much 
greater  than  many  believed  it  would  be  when  announcement 
was  made  that  an  effort  would  be  made  to  sell  the  certificates 
without  waiting  for  Congress  to  pass  the  bill  authorizing  the 
War  Finance  Corporation  to  buy  railroad  securities  from  the 
Railroad  Administration. 

The  sales  of  the  securities  have  been  negotiated  by  Eugene 
Meyer,  Jr.,  managing  director  of  the  War  Finance  Corporation. 


In  what  may  be  termed  an  unofficial  capacity.  The  President, 
through  his  agent,  the  Director-General  of  Railroads,  has  the 
authority  under  the  law  to  sell  the  equipment  trust  certificates 
or  other  evidence  of  railroad  Indebtedness  to  the  government 
held  by  the  Director-General,  but,  until  Director  Meyer  took 
a  hand  in  the  matter,  there  apparently  was  no  disposition  to 
attempt  the  sale  of  the  securities.  In  fact,  the  belief  was  held 
by  some  officials  that  the  certificates  could  not  be  sold  because 
of  general  market  conditions. 

As  the  result  of  sales  already  made  and  sales  In  progress 
of  negotiation,  it  would  not  be  surprising  If  the  government 
should  be  able  to  dispose  of  all  of  the  $310,000,000  of  equipment 
i  rust  certificates  held  by  the  Director-General  minus  those 
already  sold. 


REMEDIES  FOR  UNEMPLOYMENT 

The  Traffic   World   Washington  Bureau 

The  transportation  committee  of  the  unemployment  con- 
ference in  a  report  to  be  submitted  to  the  conference  late  Sep- 
tember 30,  recommends  passage  of  the  Townsend  railroad  bill 
and  the  funding  of  carrier  indebtedness  as  a  means  of  cutting 
down  unemployment  on  the  railroads.  The  committee  also  urges 
the  public  to  cease  waiting  for  lower  prices  and  freight  rates 
and  start  buying.  The  subject  of  reducing  freight  rates  was 
not  discussed  by  the  committee,  which  gave  its  consideration 
to  the  unemployment  of  railroad  employes  and  to  the  railroad 
bill.  The  conference  was  not  to  have  resumed  its  sessions 
until  October  5,  but  this  plan  was  changed. 

Edgar  E.  Clark,  formerly  chairman  of  the  Interstate  Com- 
merce Commission,  was  selected  chairman  of  the  committee  on 
emergency  measures  in  transportation  of  the  unemployment  con- 
ference, which  began  in  Washington  September  26.  The  com- 
mittee is  one  of  a  number  of  special  committees  which  will  give 
consideration  to  particular  phases  of  the  unemployment  situa- 
tion with  a  view  to  making  recommendations  to  the  conference. 

The  other  members  of  the  transportation  committee  are 
W.  S.  Carter,  president  of  the  Brotherhood  of  Locomotive  Fire- 
men and  Enginemen;  C.  H.  Markham,  president'  of  the  Illinois 
Central;  Charles  P.  Neill,  manager  of  the  Bureau  of  Information 
of  Southeastern  Railways;  Raymond  A.  Pearson,  president,  Iowa 
State  College  of  Agriculture;  Davis  R.  Dewey,  professor  of  eco- 
nomics at  the  Massachusetts  Institute  of  Technology;  Clyde  L. 
King,  professor  of  political  science  at  the  University  of  Penn- 
sylvania, and  J.  H.  Parmelee,  director,  Bureau  of  Railway  Eco- 
nomics. Mr.  Neill  is  executive  secretary  of  the  committee. 

The  course  of  procedure  to  be  followed  by  the  conference 
was  outlined  in  a  statement  as  follows: 

The  initial  efforts  of  the  conference  are  being  directed  to  meeting 
the  emergency  needs  of  the  unemployment  situation.  Simultaneousl*. 
with  this  an  exhaustive  study  will  be  made  in  order  to  bring  out  the 
exact  facts  concerning  unemployment.  Estimates  of  the  number  of 
unemployed  vary  from  three  million  to  five  and  one-half  million  and  < 
is  felt  that  reliable  data  as  to  the  extent,  geographical  distribution 
and  industrial  distribution  is  imperative  before  relief  measures  can  be 
put  into  effect. 

To  accomplish  immediate  meeting  of  the  emergency  in  the  short- 
est possible  time,  the  conference  has  been  organized  into  twelve  small 
committees. 

Each  committe  is  particularly  equipped  to  handle  the  subject 
assigned  to  it,  Is  small  enough  to  operate  with  speed.  Each  of  these 
committees  will  originate,  study  and  recommend  practical  measures 
for  meetinB  the  emergency. 

After  the  emergency  measures  and  the  collection  of  statistics  are 
completed  the  conference  will  be  regrouped  into  committees  whose 
function  will  be  to  recommend  permanent  measures  why  unemploy- 
ment can  be  held  at  a  minimum. 

Public  hearings  will  be  held  every  day  for  the  next  week  at  the 
same  time  that  the  work  of  the  small  specialized  committees  is 
progressing.  These  hearings  will  undoubtedly  result  in  a  clear  sizing 
up  of  the  unemployment  situation  as  it  exists.  It  may  throw  an 
interesting  light  on  the  accuracy  of  previously  accepted  estimates. 

There  was  a  disposition  on  the  part  of  members  of  the  com- 
mittee on  manufactures  to  take  a  stand  in  favor  of  railroad  wage 
and  rate  reductions  and  prompt  settlement  of  the  claims  of  the 
railroads  against  the  government. 


DUAL  CONTROL  OF  RAILROADS 

The  Traffic   World   Washington  Bureau 

Representative  Sydney  Anderson,  chairman  of  the  joint  com- 
mission of  agricultural  inquiry,  in  a  statement  this  week  said 
that  "dual  control  of  our  transportation  systems  by  two  separate 
and  distinct  governmental  agencies,  the  Interstate  Commerce 
Commission  and  the  United  States  Railroad  Labor  Board,  is  the 
outstanding  obstacle  in  the  path  of  efficient  and  economical  opera- 
tion of  the  railroads." 

"The  Interstate  Commerce  Commission,"  said  he,  "regulates 
the  prices  of  transportation  and  the  United  States  Labor  Board 
regulates  its  costs.  This  division  of  authority  and  responsibility 
violates  the  fundamentals  of  efficient  business  management. 

"While  the  railroads  are  semi-public  corporations  and  exer- 
cise a  semi-governmental  function,  there  is  no  fundamental  dif- 
ference between  the  economic  laws  which  apply  to  the  operation 
of  railroads  and  those  which  apply  to  the  operation  of  any  other 
busjness.  There  are  certain  well  defined  restrictions  which  can 
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properly  surround  railroad  operations  and  which  are  necessarily 
public  requirements,  but  when  these  regulations  or  restrictions 
result  in  divided  authority  and  responsibility  for  operation,  and 
attempt  to  substitute  arbitrary  and  fixed  rules  for  economic  laws, 
they  result  in  imposing  burdens  upon  the  railroads  which  must 
eventually  become  burdens  upon  the  public. 

"Centralized  authority  and  responsibility  are  just  as  essential 
to  the  management  of  railroads  as  to  the  management  of  any 
other  business,  and  the  existing  dual  control  of  railroads,  which 
divides  responsibility  and  authority,  is  a  compromise  on  the 
fundamentals  of  sound  business  organization  and  efficient  man- 
agement, which  results  in  excessive  burdens  upon  the  shipping 
public. 

"Prices  for  transportation  and  costs  of  transportation  are 
mutually  inter-related  and  interdependent  factors,  and  super- 
visory control  over  them  should  be  exercised  under  a  single 
authority. 

"The  policies  involved  in  the  determination  of  the  expenses 
to  be  assumed  by  the  railroads  are  essentially  policies  of  man- 
agement rather  than  of  supervisory  governmental  control,  and 
a  careful  analysis  of  functions  of  management  and  regulation 
should  be  made,  with  a  view  to  so  modifying  existing  laws  that 
the  functions  of  private  management  and  responsibility  for  their 
exercise  may  be  left  with  the  management  of  the  railroads,  and 
the  control  of  the  government  limited  to  supervisory,  regulatory 
functions,  if  private  management  of  railroads  is  to  continue.  Any 
other  relation  will  inevitably  result  in  imposing  excessive  burdens 
upon  the  public. 

"While  the  commission  has  come  to  no  conclusion  with  re- 
spect to  the  recommendations  which  it  will  make  with  regard  to 
railroad  operations  and  regulations,  it  is  undertaking  an  analysis 
of  the  functions  of  the  railroads  with  a  view  to  making  definite 
recommendations  for  improvements,  both  in  regulation  and 
operation." 


TRANSFER  OF  I.  C.  C.  FUNCTIONS 

The  Traffic   World   Washington  Bureau 

The  report  of  the  committee  on  reorganization  of  government 
departments  in  Washington  with  a  view  to  increasing  their  effi- 
ciency and  to  reducing  expenses  is  expected  to  be  ready  early  in 
October. 

Reports  have  been  in  circulation  that  the  committee  will 
recommend  legislation  authorizing  the  transfer  of  certain  admin- 
istrative functions  of  the  Interstate  Commerce  Commission,  as 
well  as  certain  functions  of  the  Shipping  Board,  to  the  Depart- 
ment of  Commerce. 

The  committee's  report,  before  being  made  public,  will  be 
submitted  to  the  President  and  his  cabinet  and  it  is  expected 
that  numerous  changes  will  be  made  by  the  cabinet  before  the 
report  is  sent  to  Congress  for  consideration. 

As  previously  reported  in  The  Traffic  World,  Herbert  Hoover, 
Secretary  of  the  Department  of  Commerce,  has  disclaimed  any 
knowledge  of  a  plan  on  the  part  of  the  reorganization  committee 
to  hand  over  some  of  the  duties  of  the  Commission  to  the  De- 
partment of  Commerce  and  further  indicated  that  the  department 
did  not  wish  its  duties  to  be  increased  along  that  line.  It  is 
presumed  that  Secretary  Hoover  would  have  some  knowledge  of 
a  proposal  to  make  a  change  that  would  be  as  important  as  that 
of  dividing  the  functions  of  the  Commission  with  the  Department 
of  Commerce. 

The  reports  concerning  the  Commission  have  been  vague 
and  no  explanation  has  been  made  as  to  just  what  functions 
would  be  taken  from  it.  At  the  office  of  Walter  F.  Brown, 
chairman  of  the  committee,  it  was  said  this  week  that  the  report 
could  not  be  discussed  for  publication. 


LABOR  BOARD-PENNSY  DISPUTE 

The  Pennsylvania  System's  answer  to  the  decision  of  the 
Labor  Board  of  September  19,  in  which  the  board  declared  the 
carrier's  action  in  refusing  to  elect  new  labor  representatives 
to  be  in  violation  of  its  previous  order,  was  presented  to  the 
board,  September  26,  the  day  on  which  further  hearing  was  to 
have  been  held  on  three  of  the  minor  points  involved.  This 
answer  was  in  the  shape  of  a  letter,  signed  by  Samuel  Rea,  presi- 
dent of  the  road,  in  which  he  reiterated  the  contention  of  the 
road  that  the  board  had  no  jurisdiction  over  the  dispute  and 
said  that  the  decision  of  September  19  overlooked  entirely  the 
main  points  of  the  dispute.  Inasmuch  as  the  board  did  not  see 
fit  to  grant  further  hearing  on  the  main  questions  involved, 
President  Rea  said,  it  was  not  the  intention  of  the  carrier  to 
put  in  any  oral  testimony  at  a  hearing  September  26. 

In  concluding  the  letter,  the  Pennsylvania  repeated  its  asser- 
tion that  it  will  deal  with  its  employes  as  it  sees  fit,  and  censored 
the  board  for  its  decision  on  the  Butler  County  Railroad  case 
(Traffic  World,  September  24,  p.  592),  in  which  it  "ignores  the 
decisions  of  the  Supreme  Court  of  the  United  States."  The 
letter  said: 

The  carrier  notes  that  it  i.s  n  lei-red  by  the  board  to  its  decision 
224  in  which  the  hoard  :i:Ti>n:ilrs  to  itself  the  right  to  Ignore  the  de- 
cisions of  the  Supreme  Court  of  the  United  States  determining  the 
respective  rights  of  employers  and  employes,  and  decides  that  "hith- 


erto unquestioned  legal  lights"  must  give  way  to  the  board's  views  ni' 
what  is  just,  fair  and  reasonable  as  between  the  parties  and  the 
public. 

The  carrier  cannot  accept  these  views  of  the  board,  novel  ana 
even  startling  though  they  may  be,  and  if  followed  to  their  logical 
conclusion  revolutionary  in  effect.  It  does  not  believe  that  the  trans- 
portation act  has  deprived,  or  was  intended  by  Congress  to  deprive, 
either  employers  or  employes  of  their  constitutional  and  legal  rights 
as  established  by  the  Supreme  Court  and  other  courts  of  the  United 
States. 

The  carrier,  therefore,  reaffirms  the  conclusions  of  law  and  the 
statement  of  facts  set  forth  in  its  said  application  for  vacation  of 
decision. 

The  carrier  states  finally  that  it  has  not  denied  and  is  now  not  de- 
nying the  jurisdiction  of  the  Labor  Board  to  hear  and  decide  such 
disputes  as  fall  within  the  purview  of  the  transportation  act,  but  it 
denies  the  right  of  the  board  to  invade  the  domain  of  management  and 
to  assert  jurisdiction  over  grievances  of  whatsoever  kind  and  character 
in  connection  with  the  employment,  the  discipline  and  the  dlscharg'1 
ot'  its  employes. 

The  carrier  also  asserts  and  will  exercise  its  right  to  deal  with 
its  own  employes  without  the  intervention  of  individuals  or  organiza- 
tions whose  manifest  object  is  the  denial  of  the  fundamental  right  of 
employer  and  employes  to  deal  in  the  first  instance  directly  with  each 
other  respecting  wages  and  working  conditions  in  which  they  alone 
are  directly  interested. 

Following  the  receipt  of  the  letter,  it  was  announced  at  the 
Labor  Board,  September  26,  that  no  further  hearings  would  be 
held  in  the  dispute. 


RAILROAD  WAGE  BILL  IN  1921 

The  wage  bill  of  the  railroads  of  the  United  States  amounted 
to  $1,457,010,151  in  the  first  six  months  this  year,  or  54.44  per 
cent  of  their  gross  operating  revenues,  according  to  tabulations 
made  by  the  railroads  from  statistics  compiled  by  the  Commis- 
sion. This  compares  with  $1,707,770,698  or  62.29  per  cent  for 
the  corresponding  period  last  year.  The  total  net  operating 
income  of  the  railroads  the  first  half  of  this  year  was  $174,062,167. 

On  the  basis  of  the  first  six  months  (and  balancing  an  in- 
crease in  number  of  employes  in  the  second  half  of  the  year 
against  the  reduction  in  wages  which  went  into  effect  July  1) 
the  railroad  wage  bill  in  1921  will  be  $2,914,000,000,  or  $1,175,- 
000,000  more  than  the  total  wages  paid  in  1917,  the  railroad 
figure. 

The  latest  reports  received  by  the  Commission  from  the  rail 
carriers,  the  latter  say,  show  that  in  the  first  four  months  this 
year  there  was  a  gradual  decrease  in  the  number  of  railroad 
employes  owing  to  the  necessity  of  retrenching  because  of  de- 
creased revenues  resulting  from  the  slump  in  traffic,  but  that  in 
May  and  June  there  were  increases.  The  average  number  of 
employes  by  months  follows: 

January    : 1,804,822 

I'Vhmary    1,676,543 

March    .' 1,593.068 

April    1,542,716 

M.-ty    l,575.riT.' 

June     1,586,143 

The  total  compensation  paid  employes  the  first  three  months 
this  year  was  $757,325,356,  according  to  the  Commission.  In 
the  second  quarter  it  was  $699,684,795. 


PAY  CUT  VOTES  CONTINUE 

Following  the  lead  of  the  members  of  the  railway  employes' 
section  of  the  American  Federation  of  Labor,  members  of  the 
Brotherhood  of  Railway  Trainmen  have  voted  against  the  pay 
cuts  authorized  last  June  by  the  Railroad  Labor  Board.  This 
announcement  was  made  by  James  Murdock,  vice-president  of 
the  brotherhood,  after  a  meeting  of  local  chairmen  in  Chicago 
this  week.  No  announcement  has  as  yet  been  made  by  the  heads 
of  the  other  three  organizations  which  go  to  make  up  what 
is  known  as  the  "Big  Four,"  and  no  definite  action  is  expected 
to  be  taken  until  the  result  of  the  pay  cut  vote  in  these  organi- 
zations is  known. 

The  present  status  of  the  unions  on  the  strike  question 
might  be  described  as  one  of  "marking  time."  While  the  offi- 
cials of  the  federated  shop  crafts  and  the  B.  R.  T.  have  been 
freely  discussing  the  possibility  of  a  general  strike,  it  seems 
that  no  narticular  organization  cares  to  take  on  its  shoulders 
the  responsioility  for  beginning  the  walk-out.  William  G.  Lee, 
president  of  tne  B.  R.  T.,  in  a  statement  issued  shortly  after 
his  arrival  in  Chicago,  September  28,  reminds  the  railroad 
workers  that  "government  statistics  now  indicate  that  more 
than  5,000,000  men  are  out  of  employment  in  the  United  States"; 
that  "nearly  all  classes  of  labor  have  been  forced  to  accept  re- 
duced rates  of  pay  during  the  last  year";  and  that  "government 
reports  indicate  a  reduction  of  more  than  16  per  cent  in  the 
cost  of  living  since  the  decision  to  cut  the  railroad  workers' 
wages." 

The  impression  prevails  that  if  the  men  were  left  to  their 
own  views  there  would  be  a  strike.  But  union  leaders,  generally, 
consider  themselves  in  better  position  to  judge  what  the  re- 
sult of  a  strike  at  the  present  time  would  be  and  they,  plainly, 
do  not  desire  anything  of  the  sort.  It  has  been  said  by  some, 
however,  that  should  the  Labor  Board's  decision  on  the  piece- 
work question,  which  it  was  rumored  would  be  forthcoming 
shortly,  not  be  satisfactory  to  the  workers,  trouble  might  ensue. 

Meanwhile,    while   admitting   the    possibility    of    a    strike, 
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neither  railroad  "xeeiitives  nor  members  «(  the  labor  board 
seem  to  !»•  worrying  a  great  deal  over  It.  It  Is  generally  con- 
teuded  that  the  union  leaders  will  not  be  foolhardy  enough  to 
I  a  step  that  would  probably  end  In  disaster  for  their  or- 
(a  notations. 


GEORGIA  FOR  STATE  CONTROL 

The    Traffic   World    Washington   Bureau 

A  (oncuiTi  ni  resolution  adopted  by  the  Georgia  legislature 
asking  for  amendment  of  the  transportation  act  so  "that  the 
authority  of  tlie  states  over  intrastate  traffic  in  their  respective 
stairs  will  be  fixed  and  certain  in  language  plainly  declaring 
tin-  right  of  states  to  prescribe  intrastate  rates,"  has  been  sub- 
mitted in  tlie  Senate  by  Senator  Harris  and  referred  to  the  in- 
terstate commerce  committee.  The  resolution  declares  that  the 
interpretation  placed  on  the  transportation  act  by  the  Com- 
mission "means,  in  effect,  the  abrogation  of  all  authority  of 
state  regulation  to  make  and  prescribe  rates  for  the  intrastate 
movement  of  freight."  It  further  declares  that  "the  freight 
i. iirs  arc  in  some  instances  so  burdensome  and  excessive  at  this 
lime  as  to  prohibit  the  movement  of  various  commodities,  and 
t  lie  passenger  rates  are  so  excessive  as  to  deter  travel,  to  the 
end  that  railroads  are  receiving  less  in  passenger  revenues  than 
they  would  receive  if  a  lesser  rates  were  in  effect." 


1919  RAILWAY  STATISTICS 

The  total  railway  capital  actually  outstanding  December  31, 
1919,  for  class  1,  2  and  3  roads  and  their  non-operating  sub- 
sidiaries, not  including  switching  and  terminal  companies,  was 
$19,539,283,350— an  increase  of  $86,010,347— according  to  the  Com- 
mission's thirty-third  annual  report  on  the  statistics  of  railways 
in  the  United  States  for  the  year  ended  December  31,  1919. 

Of  the  total  outstanding  railway  capital  in  1919,  45.46  per 
cent  consisted  of  capital  stock  and  54.54  per  cent  of  funded  debt. 
The  actual  outstanding  railway  capital  of  switching  and  terminal 
eompanies  and  their  non-operating  subsidiaries  amounted  to  $503,- 
406,896,  as  against  $486,60^,296  for  the  year  preceding,  increase  of 
$16,804,600,  according  to  the  report. 

The  foregoing  figures  do  not  include  capital  nominally  issued 
or  nominally  outstanding,  that  is,  capital  held  by  or  for  the  issu- 
ing company. 

The  total  railway  capital  held  by  or  for  class  1,  2  and  3  roads 
and  their  non-operating  subsidiaries  on  December  31,  1919,  was 
$1,410,891,795,  bringing  the  sum  of  the  total  railway  capital  for 
other  than  switching  and  terminal  companies  to  $20,950,175,145. 
Of  the  $20,950,175,145,  the  report  stated,  $4,399,864,462  was  held 
by  reporting  railroad  companies,  so  that  $16,550,310,683,  or  $67,- 
170  per  mile  of  road,  was  the  net  sum  which  would  be  necessary 
to  purchase  the  roads,  together  with  their  investments,  on  the 
basis  of  the  par  value  of  their  stocks  and  bonds  not  held  under 
railway  ownership. 

The  grand  total  of  taxes  paid  by  all  classes  of  steam  roads  in 
1919  was  $247,148,284.  The  report  stated  that  although  the  total 
taxes  in  1919  were  larger  than  in  1918  when  the  total  was  $237,- 
545,546,  the  part  accruing  to  the  United  States  government  for 
class  1  roads  and  their  non-operating  subsidiaries  was  $11,765,- 
838  less.  In  every  state,  the  report  s-aid,  except  Illinois,  Ken- 
tucky, Maryland,  Missouri,  Oregon,  Vermont,  Wisconsin,  and  the 
District  of  Columbia,  railway  taxes  were  greater  in  1919  than 
in  1918. 

Investment  in  road  and  equipment  to  December  31,  1919,  of 
(lass  1  and  2  roads  and  their  non-operating  subsidiaries  (235,- 
155.68  miles  of  line  represented)  amounted  to  $19,168,081,681,  as 
against  investment  to  December  31,  1918  (234,922.51  miles  of  line 
represented),  of  $18,864,182,180;  increase,  1919  over  1918.  $303,- 
899,501.  Investment  during  1919  was  given  as  follows:  In  new 
lines  and  extensions,  $17,150,845;  in  additions  and  betterments, 
$364,587,184;  credits  for  property  retired,  $46,518,906;  total  in- 
vestment during  the  year,  $335,219,123;  adjustments,  $24,400,700; 
difference  between  record  value  of  grantor  and  purchase  price 
of  grantee  in  cases  of  roads  sold,  merged,  consolidated,  etc.,  $6,- 
918,922;  total  during  the  year,  $31,319,622,  leaving  net  increase 
of  $303,899,501. 

"It  will  be  observed  that  the  net  increase  in  book  cost  is 
shown  as  $303,899,501,"  the  report  stated,  "but  this  contains  cer- 
tain adjustments.  The  figure  of  $335,219,123  more  accurately 
represents  the  investments  in  new  lines,  extensions,  and  addi- 
tions and  betterments  during  the  year  1919." 

In  the  year  ended  1918  the  figure  corresponding  with  $335,- 
219,123  was  $488,117,653;  in  1917,  $571.746,523;  in  1916,  $354,025,- 
570:  in  fiscal  year  ended  June  30,  1916.  $281,135,100;  fiscal  year 
1915,  $263.729,096;  fiscal  year  1914,  $550,513,731;  fiscal  year  1913, 
$600,589,302,  and  fiscal  year  1912,  $477,191,155. 


394.67;  and  the  Oulf,  Florida  *  Alabama,  $29,100.  The  two 
latter  companies  operate  short  line  railroads. 

The  payment  of  $600,000  to  the  Merchants  St  Miners  Trans- 
portation Company  is  a  recognition  by  the  Railroad  Administra- 
tion that  the  property  of  the  company  wan  under  federal  control 
from  April,  1918,  to  March  1,  1920,  as  contended  by  the  company. 
The  Railroad  Administration  had  previously  taken  the  position 
that  the  property  was  not  under  federal  control.  The  question 
was  referred  to  a  board  of  referees  by  the  Commission  and  the 
board  held  in  favor  of  the  company. 

The  Commission  has  issued  a  certificate  under  section  204 
of  the  transportation  act  stating  that  $64,000  Is  due  in  part  to 
the  New  York  Dock  Railway  and  that  the  carrier  owes  the  gov- 
ernment $28,466.31. 

The  Treasury  Department  has  made  the  following  additional 
partial  payments  under  section  212  of  the  transportation  act: 
(ieorgia  Coast  &  Piedmont  Railroad  Company,  $40,000;  Alabama  & 
Mississippi  Railroad  Company,  $60,295.21 ;  Fernwood,  Columbia  & 
(iuir,  $6,000.  The  Norfolk  Southern  obtained  $50,000  from  the 
Treasury  on  a  loan  certificate  issued  by  the  Commission. 


TRANSPORTATION  TAX  REDUCTION 

The   Traffic   It'orlJ   Washington  Bureau 

Estimates  of  the  reductions  in  transportation  taxes  which 
will  result  if  the  Senate  finance  committee's  internal  revenue 
bill  is  passed  by  Congress  were  given  in  the  committee's  report 
on  the  measure. 

In  the  fiscal  year  1921  the  total  collected  from  the  taxes  on 
freight,  passengers,  seats,  berths  and  staterooms  was  $245,985,- 
989.  It  is  estimated  that  this  will  be  cut  to  $170,000,000  in  the 
fiscal  year  1922  and  to  $60,000,000  in  the  fiscal  year  1923  if  the 
Senate  bill,  which  cuts  the  taxes  on  the  ser.vices  enumerated 
above  one-half  for  the  calendar  year  1922  and  repeals  them  alto- 
gether January  1,  1923,  is  passed. 

Senator  McNary  of  Oregon  has  proposed  an  amendment  to 
the  tax  bill  providing  that  the  tax  of  1  cent  on  each  charge  of 
20  cents  on  express  shipments  shall  be  cut  to  half  a  cent. 

Repeal  of  the  taxes  on  freight,  passenger  and  Pullman  trans- 
portation is  provided  in  an  amendment  to  the  Senate  revenue 
bill  offered  by  Senator  McNary.  He  also  said  he  would  propose 
an  amendment  to  repeal  the  taxes  on  telegraph  and  telephone 
messages. 


PAYMENTS  TO  CARRIERS 

The  Railroad  Administration  has  made  the  following  addi- 
tional final  settlements  with  carriers  for  the  period  of  federal 
control:  Mercnants  &  Miners  Transportation  Co.,  $600,000; 
Xew  York,  Ontario  &  Western  Railway  Co.,  $500,000;  Sharpsville 
Railroad  Co.,  $14.403.47:  New  Mexico  Central  Railway  Co.,  $31.- 


RATES  ON  FLORIDA  VEGETABLES 

The  Traffic   World   Washington  Bureau 

The  views  of  Florida  vegetable  growers,  of  Senator  Fletcher 
backing  up  his  constituents,  and  of  Director  Hardie,  the  recipient 
of  correspondence  between  I.  T.  Williams,  traffic  manager  for 
the  Manatee  County  Vegetable  Shippers,  and  Senator  Fletcher, 
have  been  published  in  the  Traffic  World,  in  the  issues  of  August 
6  and  August  20.  Vice-President  Capps  of  the  Seaboard  Air  Line, 
speaking  for  the  railroads,  has,  in  a  letter  to  Director  Hardie, 
submitted  their  views.  The  railroads,  June  22,  said  there  were 
no  controlling  reasons  why  rates  on  vegetables  should  be 
reduced. 

The  Capps  letter  analyzed,  he  said,  the  allegations  made  in 
behalf  of  the  Manatee  growers.  He  said  that  study  of  the  state- 
ments as  to  traffic  and  return  to  the  growers  did  not  indicate 
that  the  shippers  were  suffering  any  undue  transportation  bur- 
dens. Analyzing  statements  as  to  cars  shipped  in  February  and 
March,  1921,  Mr.  Capps  said: 

Lettuce. — There  was  a  total  of  11  cars  of  lettuce  shipped  in  Feb- 
ruary. The  lettuce  movement  from  Manatee  County  is  on  the  wane 
in  February,  the  heaviest  lettuce  shipping  month  being  January,  and 
the  low  returns  on  lettuce  were  undoubtedly  due  to  market  competi- 
tion or  to  the  condition  of  the  lettuce.  Of  these  eleven  cars  of  lettuce, 
one  car  was  sold  f.  o.  b.  at  a  net  return  to  the  grower  of  44.8c  per 
crate,  after  cost  of  picking,  packing  and  crates.  Of  the  ten  consigned 
cars,  nine  showed  losses  and  the  tenth  car  showed  a  return  to  the 
grower  of  18. 2c  per  crate  after  costs.  The  f.  o.  b.  car  which  was  sold 
at  a  profit  moved  on  February  15th  and  the  nine  consigned  cars 
shipped  in  February  prior  to  the  15th  showed  losses.  This  showing 
might  indicate  that  the  Growers'  Association  did  not  display  the  same 
good  judgment  in  selecting  markets  for  their  consigned  cars  as  did  the 
purchaser  of  the  f.  o.  b.  car.  As  of  interest  I  quote  the  following  from 
the  Market  Reporter  of  January  31,  1920: 

"The  movement  of  lettuce  from  Florida  this  season  to  date  totals 
1,736  cars,  Sanford  section,  1.075;  Palmetto  (Manatee)  section,  661: 
compared  with  922  cars  from  the  state  to  the  same  date  last  season, 
an  increase  of  approximately  88  per  cent. 

"The  factors  which  have  contributed  most  toward  an  unsatis- 
factory season  are  the  increase  in  movement  from  Florida,  together 
with  a  similar  increase  from  California,  combined  with  the  compara- 
tively inferior  quality  of  the  stock.  The  weather  condition!  during  the 
i-:irly  fall  and  winter  were  very  unfavorable  to  the  production  of  fancy 
head  lettuce,  because  cool  weather  is  necessary  for  the  formation  of 
the  compact  heads  desired  by  the  trade." 

Celery. — Not  all  celery  from  Manatee  County  is  shipped  through 
the  Manatee  County  Growers'  Assn.  The  statement  enclosed  hy  the 
growers'  association  shows  a  total  of  269  cars  of  celery  for  the  months 
of  February  and  March:  whereas,  the  total  movement  from  Manatee 
County  during  those  two  months  was  746  cars,  an  increase  of  203  cars 
over  February  and  March.  1920.  The  total  celery  movement  from 
Manatee  County  in  1921  was  1,220  cars,  an  increase  of  356  cars  over 
1920. 

An  analysis  of  the  celery  shipments  made  by  the  growers'  asso- 
•  •i.-ction  indicates  that  16  f.  o.  b.  cars  yielded  thp  grower,  after  costs. 

'verage   of   !>*.  Ic   per   crate:    that    211   consigned    ear-    >  iolded    the 
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grower,  after  costs,  an  average  of  72.2c  per  crate;  that  12  consigned 
cars  yielded  the  growler  a  loss,   after  costs,  of  31.4c  per  crate.     The 
average  return  to  the  grower  on  the  269  cars,   after  costs,  was  69.2c 

These  statements  also  show  24  mixed  cars,  hut  as  we  have  no 
information  of.  the  contents  of  these  mixed  cars,  it  is  difficult  to  dis- 
cuss them;  however,  these  mixed  cars  generally  yielded  a  profit  to  the 
grower  These  statements  present  some  very  striking  comparisons. 
To  illustrate,  a  mixed  carload  at  Terra  Ceia,  February  1,  sold  f.  o.  b. 
and  yielded  the  grower,  after  costs,  nearly  $2.50  per  package;  whereas, 
a  mixed  car  consigned  from  Terra  Ceia  to  New  York  the  next  day 
netted  a  final  loss  to  the  grower  of  about  20c  per  package.  Clearly, 
such  variations  in  returns  can  only  be  due  to  the  quality  of  the  goods 
or  the  shippers'  lack  of  judgment  in  selecting  a  market.  There  are  a 
number  of  almost  similar  comparisons.  For  instance,  on  February  9, 
Manatee  shipped  a  car  of  celery  each  to  Boston,  New  Tork  and  Wash- 
ington. The  New  York  car  netted  $436.35  and  the  Washington  car 
netted  $357.75,  or  a  net  to  the  grower  of  more  than  $1  per  crate; 
whereas,  the  Boston  car  netted  only  $47.37.  There  is  no  such  differ- 
ence as  $400  per  car  between  the  New  York  and  the  Boston  rates; 
therefore,  the  low  return  on  the  Boston  car  must  be  chargeable  either 
to  an  overstocked  market  or  to  an  inferior  quality  of  celery. 

There  isn't  anything  in  the  Florida  situation  that  warrants  at  this 
time  any  temporary  or  permanent  reduction  in  perishable  rates.  Re- 
gardless of  the  depressed  business  condition  of  the  country  generally, 
the  perishable  movement  out  of  Florida  has  very  greatly  increased  this 
year.  It  is  admitted  that  the  growers  of  cabbage  had  a  very  unfor- 
tunate season  and  met  with  serious  losses.  This,  however,  was  not 
due  to  freight  rates,  but  to  an  oversupply  of  winter  cabbage  in  cold 
storage  warehouses. 

RATES  ON  SEA  FOODS 

The  Traffic  World   Washington  Bureau 

The  Commission  has  called  a  conference  relative  to  rates 
and  charges  for  the  transportation  of  fish  and  sea  foods  by 
freight  and  express  throughout  the  United  States,  to  be  held  at 
the  offices  of  the  Commission,  October  10.  This  conference  is 
called  after  the  consideration  of  reports  submitted  by  commit- 
tees representing,  the  fish  industry,  in  which,  it  is  alleged,  that 
the  present  rates  for  the  transportation  of  fish  and  other  sea 
foods  by  freight  and  express  have  resulted  in  curtailment  of 
production  and  serious  losses  to  the  fish  industry.  The  proceed- 
ing will  be  of  an  informal  character  and  consideration  will  be 
given  to  the  freight  and  express  rates  on  fish  and  other  sea  foods, 
refrigeration  charges  and  rules  and  regulations  affecting  the 
charges  for  the  transportation  of  these  commodities  throughout 
the  United  States. 


regarded  more  as  a  step  to  regain  traffic  than  one  to  prevent 
further  losses. 


SUMMER  MOVEMENT  OP  FRUITS,  ETC. 

The  Traffic   World   Washington  Bureau 

"The  summer  movement  of  leading  fruits  and  vegetables 
was  about  18,000  cars  larger  than  during  the  corresponding  three 
months  of  1920,"  the  Bureau  of  Markets  of  the  Department  of 
Agriculture  says. 

"This  gain  is  accounted  for  mainly  by  the  activity  of  the 
southern  peach,  melon,  and  cantaloupe  crops. 

"Shipments  of  peaches  this  season  increased  over  50  per  cent 
because  of  the  heavy  movement  from  Georgia,  Texas,  and  other 
southern  states.  The  watermelon  movement  was  the  heaviest 
on  record  and  is  likely  to  reach  a  final  total  of  45,000  carloads, 
compared  with  an  average  of  30,000  cars  in  recent  years.  Canta- 
loupe shipments  thus  far  exceed  last  season  by  about  3,000  cars, 
owing  chiefly  to  the  large  output  of  far  western  states. 

"Even  the  movement  of  boxed  apples  has  been  heavier  so 
far  than  last  season  because  of  the  early  beginning  of  shipments. 
Volume  of  the  barreled  apple  movement,  however,  has  fallen  be- 
hind about  one-fourth.  Otherwise  the  shortages  of  fruit  crops 
in  general  have  been  reflected  but  little  in  the  carlot  record.  The 
location  and  earliness  of  the  crops  as  well  as  the  high  prices  have 
favored  active  movement.  Shipments  of  vegetables,  except 
onions,  cabbage,  and  lettuce,  also  have  generally  exceeded  those 
of  last  season. 

"During  the  first  part  of  September  the  movement  of  fruits 
an  t  vegetables  was  at  about  the  same  rate  as  a  year  ago.  Weekly 
Tolume  approached  15,000  cars." 


REDUCED  GRAIN  RATES 

The  Traffic   World   Washington  Bureau 

The  Commission  September  26  issued  its  order  54936,  au- 
thorizing carriers  operating  in  Eastern  Trunk  Line  and  New 
England  territories,  including  Virginia  and  New  England,  to  file 
tariffs  on  ten  days'  notice  establishing  reduced  rates  on  grain  and 
grain  products  applicable  on  domestic  traffic  from,  to,  and  be- 
tween points  in  the  states  in  question.  The  rates  will  be  made 
effective  about  October  10  and  the  reductions  range  from  2  to 
4  cents  per  100  pounds,  or  approximately  12%  per  cent. 

This  will  complete  the  cycle  of  grain  reductions  begun  in 
April,  when  carriers  west  and  immediately  east  of  the  Missis- 
sippi lowered  the  export  rates.  The  next  step  was  the  lowering 
of  export  rates  on  ex-lake  grain  from  Buffalo,  Erie  and  Fair- 
port  7.5  cents.  The  third  was  a  reduction  of  4.5  cents  on  domes- 
tic grain  in  central  territory,  followed  by  a  5.5-cent  reduction 
on  export  grain  from  Missouri  River  markets  to  the  Gulf,  and 
finally  the  decrease  made  by  the  eastern  trunk  lines. 

How  much,  if  at  all,  these  reductions  will  deplete  the  reve- 
nues of  the  carriers,  nobody  knows.  The  compelling  force  which 
caused  the  first  reduction  in  April  was  not  clearly  defined. 
Canadian  competition  is  said  to  have  forced  the  reduction  on 
ex-lake  grain.  Canadian  roads,  however,  have  denied  that  they 
reduced  any  rates.  The  all-water  routes,  not  being  under  the 
control  of  the  Canadian  commissioners,  probably  brought  about 
the  condition  which  made  the  eastern  trunk  lines  make  the  7.5- 
cent  cut  which  was  followed  by  the  4.5-cent  reduction  in  the 
domestic  rates  in  central  territory.  That  last  named  territory 
was  involved  in  the  first  export  reductions  last  spring.  The 
eastern  trunk  lines  probably  would  have  been  involved  in  fourth 
section  violations,  not  departures,  had  they  not  taken  the  step 
which  is  to  be  completed  about  October  10. 

Estimates  have  been  made  that  the  loss  in  revenues  will 
run  from  $3,000,000  to  $5,000,000,  but  no  one  really  can  forecast 
what  will  happen,  because  there  are  so  many  factors  involved. 
None  of  the  reductions  seems  large  enough  to  have  any  im- 
portant bearing  on  the  world  price  of  grain.  That  being  so,  it 
has  not  been  obvious,  to  those  who  have  been  trying  to  estimate 
the  monetary  effect,  how  lowering  of  the  rates  will  stimulate 
the  movement  of  grain  and  grain  products.  Unless  there  is  a 
stimulation,  the  reductions  will  cause  losses  of  revenue.  Every- 
thing is  so  topsy  turvy  that  one's  man's  guess  is  as  good  as 
another's.  In  making  reductions  in  ex-lake  export  rates  the 
eastern  lines  were  moved  by  representations  that  unless  that 
was  done  they  would  lose  traffic,  not  only  to  the  Canadian  but 
to  the  Gulf  lines.  The  latter,  ever  since  the  disarrangement  of 
relationships  caused  by  the  percentage  increases,  have  been 
gaining  traffic  at  the  expense  of  the  lines  leading  to  the  Atlantic 
ports.  The  reduction  by  the  eastern  lines,  therefore,  may  be 


RATES  ON  HARDWOOD  LUMBER 

The  Traffic  World   Washington  Bureau 

Hearings  on  the  complaint  of  the  Southern  Hardwood  Lum- 
ber Association,  scheduled  for  October  4,  probably  will  go  on  as 
planned,  because  efforts  to  persuade  the  eastern  and  northern 
lines  to  join  with  southern  lines  in  sharing  losses  that  might 
follow  a  reduction  in  rates  seemed  to  come  to  an  end  after  the 
conference  of  the  southern,  northern  and  eastern  lines  September 
27.  That  conference  was  attended  by  Commissioner  Cox,  Chief 
Examiner  Quirk  and  Traffic  Director  Hardie.  Cox  and  Quirk 
attended  because  they  are  assigned  to  hear  the  testimony  and 
Hardie  attended  in  the  ordinary  course  of  his  duty  to  be  present 
and  advise  when  shippers  and  carriers  try  to  come  to  an  under- 
standing that  would  have  the  effect  of  reducing  the  amount  of 
formal  docket  work  to  be  done  by  the  Commission. 

The  eastern  lines,  represented  by,  among  others,  George  H. 
Ingalls  of  the  New  York  Central,  Robert  C.  Wright  of  the  Penn- 
sylvania, T.  C.  Powell  of  the  Erie.  R.  N.  Collyer  and  Eugene 
Morris  could  not  see  their  way  clear  to  joining  in  an  enterprise 
calling  on  them  to  share  a  possible  loss  so  as  to  promote  traffic 
on  the  rails  of  southern  carriers  when  one  of  the  allegations  was 
that  the  exclusion  of  southern  hardwood  from  the  northern  and 
eastern  markets  by  rates  that  have  been  challenged  as  being 
too  high,  gave  the  markets  to  northern  and  eastern  producers. 

At  the  request  of  the  railroads  no  shipper  participated  in 
the  conference  between  the  southern  and  northern  and  eastern 
lines.  Shippers  were  heard  on  days  prior  to  September  27.  The 
southern  lines  which  were  willing  to  make  the  experiment  of  re- 
ducing rates  were  represented  by,  among  others,  Lincoln  Green 
of  the  Southern  and  D.  W.  Longstreet  of  the  Illinois  Central. 


PENALTY  DEMURRAGE  CHARGE 

The   Traffic   World    Washington  Bureau 

A  situation  that  has  attracted  the  attention  of  railroad  and 
Industrial  traflic  men  has  been  produced  by  an  act  of  the  Toledo, 
St.  Louis  &  Western.  By  means  of  Fairbanks'  supplement  No. 
15  to  his  I.  C.  C.  No.  8,  effective  October  18,  that  road  proposes 
to  eliminate  the  $10  a  day  penalty  demurrage  charge  on  lumber 
and  forest  products  held  for  reconsignment  after  48  hours  of 
free  time.  The  reasonableness  of  the  $10  penalty  is  under  at- 
tack in  a  formal  case  on  which  the  hearings  have  been  completed, 
and  a  tentative  report  is  expected  soon. 

Reports  that  the  Clover  Leaf  was  about  to  break  away  from 
other  railroads  by  eliminating  the  penalty  demurrage  charge 
have  been  in  circulation  for  a  long  time.  Actual  filing  of  the 
tariff  in  behalf  of  that  carrier  raises  the  question  whether  other 
railroads  will  not  have  to  follow  in  its  wake  and  thereby  render 
moot  the  question  raised  in  the  formal  complaint.  At  the  time 
this  was  written  no  protests  had  been  filed  against  the  supple- 
ment, but  some  of  the  larger  carriers  were  said  to  have  under 
consideration  the  advisability  of  asking  its  suspension  so  that 
the  formal  case  could  be  brought  to  a  decision  and  definite  law 
established  on  the  subject. 

The  Commission  could  proceed  with  the  case  to  a  conclusion 
even  if  only  one  road  retained  the  penalty  charge,  but  if  there 
is  a  general  following  of  the  move  by  the  Clover  Leaf,  it  is  be- 
lieved, the  Commission  would  be  glad  to  have  the  complainants 
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suggest  that,  inasmuch  as  tlir  railroads  hud  satisfied  their  com- 
plaint, they  wished  to  withdraw  It 

\viiile  car  congestion  was  at  its  worst  the  Commission,  un- 
officially, indicated  to  the  carriers  that,  In  its  opinion,  they 
should  impose  the  $10  a  day  demurrage  charge  so  as  to  make 
it  impossible  for  transit  lumbermen  to  use  railroad  equipment- 
for  hunting  out  markets,  reconsignlng  from  one  to  the  other  so 
long  as  the  market  showed  an  upward  trend. 

Now  that  there  is  no  congestion,  some  railroad  traffic  mana- 
gers may  think  It  good  business  to  return  to  practices  that,  In 
other  years,  tended  to  stimulate  business.  In  the  various  recon- 
simiment  cases,  shippers  testified  that  they  loaded  cars  with 
lumber,  flour,  and  other  heavy-loading  commodities  without  any 
idea  as  to  where  they  would  find  a  market,  because  tney  were 
solicited  by  freight  men  tn  load  and  get  their  stuff  rolling  so 
i  hat  if  there  was  the  slightest  evidence  of  demand  for  the  com- 
modity the  consignor  could  be  "Johnny-on-the-spot"  with  the 
goods.  They  asserted  that  the  practice  of  loading  cars  before 
orders  had  been  received  was  the  product  of  the  pleadings  of 
the  freight  solicitors  who  told  them  that  they  would  not  be 
called  on  to  pay  demand  demurrage  even  if  the  hope  of  a  sale 
while  the  stuff  was  rolling  should  not  be  realized.  These  ship- 
pers declared  that  hold  and  blind  billing  .points  to  avoid  demur- 
rage were  invented  by  the  railroad  men  who  were  anxious  to 
make  a  showing  of  being  busy.  The  imposition  of  the  penalty, 
therefore,  they  said,  was  a  species  of  double  crossing  on  lines  of 
business  that  had  been  built  up  on  the  representations  of  the 
railroad  traffic  men  themselves. 


REDUCTIONS  ON  COTTON 

The   Traffic   World   Washington  Bureau 

"li  is  not  our  purpose  to  confine  this  adjustment  to  the  Caro- 
lina territory  or  to  set  up  unjustifiable  discriminations  else- 
where," said  Lincoln  Green,  vice-president  of  the  Southern  Rail- 
way, in  discussing  the  reductions  in  rates  on  cotton,  cotton 
linters,  and  regins  that  September  20  became  operative  between 
North  and  South  Carolina,  so  far  as  the  Southern  is  concerned, 
because  the  Commission  declined  to  suspend  the  Southern's 
supplement  carrying  the  lowered  rates.  The  lowered  rates  be- 
came operative  on  the  Seaboard  earlier  than  that. 

"The  revised  rates  affect  the  measure  of  the  charges  locally 
to  the  ports  from  the  Southern  Railway  and  Seaboard  stations 
to  the  same  extent  that  they  affect  the  rates  to  the  interior 
mills,"  said  he,  in  answer  to  the  suggestion  of  the  Atlantic  Coast 
Line  (Traffic  World,  September  24)  that  the  reductions  made 
by  the  Seaboard  and  Southern  would  have  a  more  serious  effect 
on  the  rates  of  that  carrier  to  the  ports  than  on  the  Seaboard 
and  Southern.  "To  whatever  extent  they  affect  relative  adjust- 
ments to  the  ports  it  is  slight  and  inconspicuous.  They  do  not 
and  need  not  at  all  affect  rates  to  the  eastern  ports  or  to  interior 
eastern  and  New  England  points. 

"Our  proposed  scale  for  a  distance  of  120  miles  represents 
a  reduction  of  10  cents  a  hundred  pounds  in  our  present  inter- 
state scale  and  is  the  same  as  now  applied  in  North  Carolina 
and  1.5  cents  per  100  pounds  less  than  the  current  rate  in  South 
Carolina,  and  exactly  the  same  as  the  scale  of  the  Atlantic  Coast 
Line  in  Georgia  for  that  distance.  It  is,  likewise,  the  same  as 
the  scale  now  current  in  Alabama  on  the  Atlantic  Coast  Line, 
Seaboard  Air  Line,  and  Atlanta,  Birmingham  &  Atlantic.  The 
Southern  Railway  rate  in  Georgia  for  that  distance  is  53  cents. 

"If  controlled  by  consideration  of  its  present  earnings,  with- 
out hope  of  recompense,  it  is  obvious  that  this  company  could 
not  afford  to  reduce  any  rate  that  would  have  the  effect  of 
reducing  the  gross  revenue.  These  reductions  in  the  cotton 
rates  are  not  made  because  the  latter  are  intrinsically  unrea- 
sonable. The  advances  made  by  the  Director-General  under 
General  Order  No.  28  were  uniform  in  amount,  15  cents  per  100 
pounds,  resulting  in  an  elevation  of  the  short-haul  rates  dispro- 
portionately to  that  made  in  the  long-haul  rates.  This  dispro- 
portionate advance,  accentuated  by  the  increase  under  Ex  Parte 
No.  74,  increased  the  opportunity  for  truck  competition. 

"Our  purpose  in  making  these  reductions  in  short-haul  rates 
on  cotton  was  primarily  to  meet  truck  and  wagon  competition 
not  merely  within  the  short  radius  of  the  consuming  center,  but 
for  longer  distances  to  which  truck  service  has  been  extended, 
not  merely  taking  cotton  away  from  us  at  actual  railway  shipping 
points,  but  engaging  in  the  transportation  of  other  commodities 
in  both  directions. 

"The  matter  has  been  under  consideration  for  more  than 
twelve  months  and  our  action  is  now  taken  in  the  belief  that  it 
is  in  the  interest  of  the  conservation  of  our  revenues.  Whether 
the  proposed  rates  will  actually  enable  us  to  meet  the  competi- 
tion and  continue  to  control  a  share  of  the  traffic  is  a  matter 
of  experiment." 

R.  A.  Brand,  vice-president  of  the  Atlantic  Coast  Line,  said 
that  the  mileage  scale  would  reduce  the  rates  not  only  in  the 
Carolinas  but  the  southeast  generally;  also  the  mileage  scales 
for  long  hauls  in  Georgia  and  Alabama.  As  to  the  quality  of 
the  allegation  made  by  Green  that  the  reduction  was  made  to 
nieet  truck  competition,  he  said:  "Considerable  information 
which  I  have  accumulated  particularly  with  regard  to  the  Charles- 


ton &  Western  North  Carolina  (part  of  the  Southern  System) 
situation  In  upper  South  Carolina  shows  that,  serious  aa  are 
the  reductions,  they  will  not,  in  many  Instances,  meet  the  pres- 
ent truck  rates.  The  cost  of. handling  by  truck  la  necessarily 
on  the  decrease,  since  wages,  gasoline,  trucks  and  parts  thereof 
are  declining  in  price.  It  fairly  may  be  assumed  that  the  trucks 
are  going  to  handle  a  certain  amount  of  cotton  in  the  Carolinas 
regardless  of  railroad  freight  rates,  just  as  they  are  now  doing  a« 
to  freight  traffic  of  all  kinds  as  well  as  passenger  traffic  in  sec- 
tions along  our  lines  traversed  by  improved  highways.  Trucks 
make  warehouse  delivery,  which  ia  of  value,  particularly  as  to 
small  lots  of  cotton,  since  drayage  is  avoided.  A  reduction  in 
their  rates  may  turn  to  the  railroads  some  cotton  now  hauled 
by  trucks,  but  the  revenue  derived  from  this  additional  cotton 
will  not,  as  demonstrated  by  actual  teats,  already  made  for  our 
line,  affect  the  loss  of  revenue  on  cotton  to  interior  mills  alone. 
"I  do  not  believe  that  the  Interests  of  southern  cotton  mills 
are  adversely  affected  by  the  existing  adjustment,  nor  that  the 
producers  of  cotton  will  be  benefited  one  lota  by  the  reduction. 
A  reduction  In  cotton  rates  will  be  an  Incentive  to  state  commis- 
sions to  bring  about  reductions  in  rates  on  other  commodities, 
and  will  also  be  an  invitation  to  shippers  of  other  commodities 
to  press  for  a  general  reduction  in  their  rates." 


HOW  FORD  INCREASED  EARNINGS 

Data  compiled  by  the  Bureau  of  Railway  Economics  com- 
paring traffic  on  the  Detroit,  Toledo  &  Ironton  Railroad  hi  April, 
May  and  June,  1921,  with  traffic  in  the  same  quarter  of  1920, 
throw  light  on  how  this  road  has  accomplished  the  increase  in 
earnings  reported  as  a  result  of  Henry  Ford's  management. 
The  tonnage  carried  remained  stationary  (1,171,114  in  1920  and 
1,174,535  in  1921),  but  there  was  a  great  difference  in  the  kind 
of  traffic.  Products  of  agriculture,  forests  and  mines  decreased 
heavily,  while  manufactures  (principally  automobiles)  corre- 
spondingly increased,  as  shown  by  the  following  comparison: 

Products   of   mines:  1920 

Bituminous    coal     554,050 

Coke     44,227 

Iron   ore    38,650 

Clay,  gravel,   sand   and  stone 75,854 

Manufactures  and  Miscellaneous: 

Iron,  pig  and  bloom  100,260 

Bar   and   sheet   Iron,    etc 20,989 

Castings,    machinery   and   boilers 14,281 

Cement    11,530 

Agricultural     implements     and     vehicles 

other   than   automobiles    2,118 

Automobiles  and  Auto  Trucks   4,489 

Chemicals  and  explosives   73,062 

"Other  manufactures  and  miscellaneous"  82,527 

"These  figures  speak  for  themselves,"  says  Railroad  Infor- 
mation. "The  coal,  iron  ore,  pig  iron,  and  chemical  traffic  de- 
clined, while  bar  and  sheet  iron,  castings,  and  vehicles  showed 
great  increases.  In  particular  does  the  movement  of  automobiles 
and  auto  trucks  stand  out,  being  an  increase  from  a  nominal 
4,489  tons  in  the  second  quarter  of  1920  to  208,575  tons  hi  1921. 
The  increase  in  metal  parts  shows  also  that  raw  or  partly  fin- 
ished material  for  the  manufacture  of  automobiles  is  being 
shipped  over  the  line  in  quantities  unknown  before  Mr.  Ford 
acquired  control. 

"The  drift  from  low-grade  to  high-grade  commodities  was 
naturally  reflected  in  the  average  receipts  per  ton-mile,  which 
has  increased  almost  50  per  cent  since  the  Ford  management 
took  charge." 
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RATE  INCREASES  IN  GERMANY 

While  German  railroad  freight  rates  before  the  war  showed 
a  declining  tendency,  post-war  conditions  have  wrought  suc- 
cessive and  important  increases  both  for  freight  transportation 
by  rail  and  for  passenger  travel,  according  to  Trade  Commis- 
sioner William  T.  Daugherty,  Berlin.  He  has  so  reported  to  the 
Department  of  Commerce. 

The  first  rate  increase  after  the  outbreak  of  the  war  oc- 
curred April  1,  1918,  when  freight  and  passenger  rates  were 
raised  simultaneously.  Freight  rates  were  then  raised  15  per 
cent  and  passenger  rates  about  30  per  cent.  The  second  rate 
increase  took  place  on  April  1,  1919,  amounting  to  60  per  cent 
of  the  then  prevailing  charges  for  freight;  to  100  per  cent  for 
first  class  passenger  travel,  and  for  the  remaining  three  classes 
to  from  25  to  40  per  cent.  On  October  1,  1919,  the  third  increase 
of  50  per  cent  set  in  for  both  freight  and  for  all  classes  of  pas- 
senger fares.  The  fourth  rate  increase  was  on  March  1,  1920, 
amounting  to  100  per  cent  equally  for  freight  and  for  the  four 
classes  of  passenger  fares. 

After  the  German  government  took  over  the  railroads,  April 
1,  1920,  the  first  governmental  rates  were  introduced  to  take 
effect  December  1,  1920.  The  method  of  flat  rate  Increase  was 
supplanted  by  a  system  of  scale  Increases,  diminishing  In  ratio 
to  the  distance  covered. 

The  effect  of  this  new  system  was  to  Introduce  a  uniform 
"dispatching  fee"  (Abfertigungagebuehr)  for  freight,  formerly 
a  variable  charge  increasing  with  the  distance  covered,  while 
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the  usual  freight  costs  were  scaled  down  in  diminishing  ratio 
to  the  distance  covered. 

The  most  recent  freight  rate  increase,  now  in  effect,  was 
introduced  April  1,  1921,  so  scaled  as  to  put  into  force  increases 
of  from  55  to  80  per  cent. 

The  most  recent  passenger  fare  increase,  now  in  effect,  set 
in  June  1,  1921,  with  an  increase  of  about  30  per  cent  of  the 
fares  previously  charged  for  the  four  classes  of  travel. 


SHORTAGE  IN  EQUIPMENT 

The  following  resolution  has  been  adopted  by  the  Portland 
Cement  Association: 

Whereas,  The  condition  of  railroad  equipment  in  the  Vnited  States 
is  notoriously  had  at  the  present  time,  as  indicated  by  the  curreni 
reports  of  the  American  Railway  Association  and  information  from 
other  reliable  sources,  the  percentage  of  bad-order  cars  being  the 
highest  in  the  history  of  railroading;  and, 

Whereas,  The  box-car  equipment  is  in  particularly  bad  shape, 
some  50  per  cent  being  unflt  to  safely  carry  ordinary  merchandise- 
requiring  protection  from  the  weather;  and, 

Whereas,  The  cement  business  of  the  country.,  has  in  the  past, 
and  is  now  being  seriously  affected  by  these  conditions;  and, 

Whereas,  With  the  return  of  a  normal  volume  of  transportation 
the  equipment  of  the  country  in  its  present  condition  will  be  entirely 
inadequate, 

Be  it  Resolved,  That  the  railroad  executives  of  the  United  States 
be  urged  to  take  immediate  steps  to  bring  their  present  equipment  to 
the  highest  possible  state  of  repair  and  add  sufficient  new  equipment 
to  take  care  of  the  volume  of  business  which  is  sure  to  be  offered. 


CAR  SUPPLY  SUMMARY 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
A.  R.  A.,  in  a  summary  of  general  conditions  as  of  September 
27,  said: 

Box  Cars:  Surplus  cars  in  good  order  at  the  end  of  August  were 
62.372,  a  decrease  of  10  per  cent  in  the  previous  two  weeks.  It  is 
safe  to  say  this  surplus  represents  less  than  one  day's  loading  at  th  • 
current  rate.  Grain  loading  continues  heavy  with  increased  offerings 
from  spring  wheat  states.  Demand  for  box  cars  increasing  in  all 
sections  and  some  reports  of  shortages.  Continue  to  give  special 
attention  to  selection  of  cars  suitable  for  grain  or  that  can  be  made 
fit  with  light  repairs  for  loading  into  agricultural  territory,  and  to 
prompt  return  of  cars  belonging  to  grain  loading  roads. 

Automobile  Cars:  Some  improvement  in  the  demand.  Cars  of 
this  type  should  be  worked  home  or  into  automobile-producing  terri- 
tory as  requirements  may  necessitate. 

Ventilated  Box  Cars:  Demand  increasing  and  surplus  practically 
eliminated.  Return  promptly  to  owners  unless  other  special  instruc- 
tions in  effect.  Do  not  load  with  dead  freight  except  in  direction  of 
home. 

Stock  Cars:  Loading  of  range  cattle  in  West  and  Southwest  in- 
creasing, with  prospects  for  heavy  demands  soon.  Return  cars  to 
owners  promptly  and  report  any  surplus  available  for  general  dis- 
tribution. 

Refrigerator  Cars:  Refrigerator  demands  becoming  acute  in  nvsl  - 
ern  states  where  fall  fruit  and  vegetable  crops  now  moving.  Important 
all  railroads  specialize  on  movement  refrigerators,  urging  prompt  re- 
lease loaded  cars  and  prompt  repair  bad  orders.  Refrigerators  must 
be  given  prompt  movement  and  loaded  only  in  accordance  with  in- 
structions of  Refrigerator  Section. 

Open  Top  Cars:  Estimated  bituminous  coal  production  for  tin- 
week  ending  September  17  was  8.150,000  tons,  an  increase  of  17  pel- 
cent  compared  with  previous  (Labor  Day)  week,  and  an  increase  of 
600,000  tons  compared  with  full  week  ending  September  3,  1921.  Sur- 
plus open  top  cars  remain  practically  stationary;  September  S  total* 
was  130,898  compared  with  131,796  August  31. 

Flat  Cars:  The  number  of  flat  cars  reported  as  surplus  as  of 
September  8  was  11,990  compared  with  12,182  as  of  August  31.  They 
should  be  loaded  to  fullest  possible  extent  tn  and  in  tho  direction 
of  owner. 


CAR  SURPLUS  AND  SHORTAGE 

Tin:   Traffic    Worl't    U\isl:iniiton   Bitfcun 

Reports  received  by  the  car  service  division  of  the  American 
Railway  Association  show  a  decrease,  compared  with  the  week 
before,  in  the  number  of  idle  freight  cars.  The  total  on  Septem- 
ber 15  was  433,536,  or  17,267  cars  less  than  were  reported  the 
week  before.  Of  the  total,  213,545  were  freight  cars  idle  because 
of  the  need  of  repairs,  while  the  remaining  219,991  were  freight 
cars  which  could  be  placed  in  immediate  service  if  transportation 
demands  warranted. 

Tabulations  showed  a  decrease  in  approximately  a  week  of 
17,981  in  the  number  of  freight  cars  in  good  order,  but  an  in- 
crease of  714  in  the  number  of  unserviceable  cars. 

Surplus  box  cars  in  good  repair  on  September  15  totaled 
62,372,  or  3,486  less  than  were  reported  the  week  before,  while 
surplus  coal  cars  ready  for  immediate  use  if  necessary  totaled 
118,514,  or  a  decrease  within  a  week  of  11,317  cars.  There  was 
also  a  decrease  within  the  same  period  of  822  in  the  number  of 
idle  stock  cars. 

Of  the  2,298,383  freight  cars  on  line  of  American  railroad 
companies,  reports  received  by  the  car  service  division  showed 
374,431,  or  16.3  per  cent,  in  need  of  repairs  on  September  15, 
compared  with  374,087,  or  16.2  per  cent,  at  the  beginning  of  the 
month.  In  computing  the  number  of  cars  needing  repairs  but 
idle  due  to  business  conditions  an  allowance  of  7  per  cent  is 
made  to  represent  the  number  regarded  as  normally  out  of  serv- 
ice because  of  their  condition. 

The  surplus  of  219,991  cars  in  good  order  was  made  up  of 
the  following  classes  of  equipment:  Box,  58,909;  ventilated  box, 
S77;  auto  and  furniture.  2,486:  total  box,  62,372:  flat.  11,043; 


gondola,  73,486;  hopper,  45,028;  total,  all  coal  118,514;  coke, 
8,872;  S.  D.  stock,  10,354;  D.  D.  stock,  432;  refrigerator,  3,041; 
tank,  706;  miscellaneous,  4,657. 

The  shortage  was  724  cars,  composed  of  598  box,  2  auto 
and  furniture,  22  flat,  48  gondola,  12  hopper,  27  refrigerator  and 
15  miscellaneous. 


CAR  LOCATION  STATEMENT 

The  per  cent  of  home  cars  on  home  roads  for  class  I  roads 
as  of  September  15  was  70  per  cent,  according  to  tabulations  of 
the  car  service  division  of  the  American  Railway  Association 
In  the  Eastern  district  the  per  cent  was  63.4;  Allegheny  district 
77.4  per  cent;  Pocahontas  district,  76.8  per  cent;  Southern  dis 
trict,  68  per  cent;  and  Western  district,  70.4  per  cent. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  September  15  showed  that  in  the  Eastern 
district  the  percentage  was  97.7  as  against  100.6  a  year  ago;  in 
the  Allegheny  district,  99.1  as  against  100.2  a  year  ago;  Poca 
hontas  district,  89.1  as  against  71.1  a  year  ago;  Southern  dis 
trict,  95  as  against  87.3  a  year  ago;  Western  district,  100.3  as 
against  96.7  a  year  ago;  all  districts,  98.2  as  against  96.1  a  year 
ago;  Canadian  roads,  97.4  as  against  95.2  a  year  ago. 

FREIGHT   COMMODITY   STATISTICS 

The  Commission  has  issued  a  summary  of  freight  commod- 
ity statistics  of  class  I  roads  for  the  quarter  ended  June  30,  1921, 
showing  that  11,723,139  carloads  of  freight  weighing  381,478,855 
tons  were  carried  by  the  roads  in  that  period.  By  commodities 
the  number  of  carloads  and  tons  of  freight  carried  was  as  fol- 
lows: Products  of  agriculture,  1,937,625  carloads  weighing  44,- 
639,283  tons;  animals  and  products,  832,084  carloads  weighing 
10,146,292  tons;  products  of  mines,  4,282,256  carloads  weighing 
208,779,616  tons;  products  of  forests,  1,367,982  carloads  weighing 
36,858,931  tons;  manufactures  and  miscellaneous,  3,303,192  car- 
loads weighing  81,054,733  tons. 


STATISTICS  OF  EXPRESS  COMPANIES 
The  bureau  of  statistics  of  the  Commission  has  issued  the 
eleventh  annual  report  on  the  statistics  of  express  companies 
for  the  year  ended  December  31,  1920.  The  report  shows  that 
the  mileage  covered  by  operations  of  the  American  Railway 
Express  Company  amounted  to  264,256.36  miles  in  1920,  as 
against  273,845.26  miles  in  1919.  The  cost  of  real  property  and 
equipment  was  stated  as  $35,164,017  in  1920,  as  against  $33,919,152 
in  1919.  The  net  deficit  of  the  American  Railway  Express  Com 
pany  was  $39,835,887  in  1920,  as  against  a  deficit  of  $24,209,296 
in  1919.  Total  operating  expenses  of  the  American  Railway 
Express  Company  were  $234,809,540  in  1920,  as  against  $174,- 
081,557  in  1919.  Revenues  totaled  $195.665,044  in  1920  and 
$15 1. 035.896  in  1919. 


REFRIGERATOR    CAR    REPORT 

Bfflcient  use  of  refrigerator  cars  is  urged  by  the  Department 
of  Agriculture,  which  estimates  that  20,000  additional  refrigera- 
tor cars  will  be  needed  to  move  perishable  farm  crops  now  ready 
for  the  market.  The  Bureau  of  Markets  and  Crop  Estimates 
reported  to  the  Department  that  refrigerator  cars  were  being 
used  as  cold  storage  warehouses.  The  Department  says  the  situa- 
tion'is  serious  and  that  the  railroads  and  shippers  and  receivers 
of  freight  should  co-operate  to  the  end  that  the  perishable  crops 
may  be  moved  quickly. 


BENEFIT  OF  CANAL  TO  SHIPPERS 

i  My  .John  W.   Chapman,    I'aoific  Coast  Manager.   Williams   S.   S.   Line) 

The  principal  and  outstanding  factor  in  the  shipping  situa- 
tion today,  as  it  affects  the  people  of  the  United  States,  is  the 
present  efficiency  and  economy  of  service  via  the  Panama  Canal 
from  the  Atlantic  seaboard  to  the  Pacific  coast  and  vice  versa, 
and  the  territory  immediately  inland. 

These  two  phases  of  canal  service — economy  and  efficiency — 
are  of  such  a  vast  importance  to  America  today  that  they  should 
be  the  watchwords  of  American  business  whenever  the  trans- 
portation of  goods  in  either  direction  is  being  considered. 

The  greatest  favor  every  American  business  man  can 
do  himself  today  is  to  make  it  a  rule  never  to  forward  goods  or 
place  an  order  for  goods  until  he  has  first  ascertained  from  re- 
liable sources  whether  he  can  save  money — for  himself,  for  his 
customer,  and  for  the  ultimate  consumer — by  shipping  via  the 
Panama  Canal. 

This  fact  is  so  obvious  that  it  ought  to  be  as  clear  to  the 
entire  shipping  public  as  it  is  to  shipping  operators.  The  fact 
remains,  however,  that  it  is  not  clear  to  all  shippers,  and  there- 
fore the  object  of  this  article  will  be  to  show  exactly  why  the 
advantages  of  shipping  by  the  canal  should  be  investigated  before 
shipments  are  made. 

It  goes  without  saying,  of  course,  that  there  can  never  be 
a  real  American  merchant  marine  unless  American  shippers 
patronize  to  the  fullest  extent  those  trade  routes  where  American 
ships  ply.  In  the  intercoastal  trade  route,  American  shippers 
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sire  lo  build  up  a  urea!  merchant  marine — and  Of  economy.  The 
actual  money  saving  in  transportation  costs  to  American  ship 
PITS,  both  from  and  to  the  Pacific  coast,  runs  Into  the  millions 
annually. 

There  has  been  for  some  time  past,  and  still  Is,  a  tendency 

among  the  heads  of  business  on  this  coast  to  delay  orders  for 

•  is  pending  the  return  to  "normalcy,"  whatever  that  may  be. 

Certain  business  men  seem  to  think  that  if  they  wait  long  enough, 

all  ni'  Hie  transcontinental  railroad  rates  will  be  restored  to  their 

•  ar  or  1914  level.  The  rail  rates  have  come  down  in  spots, 
ii  is  true,  and  will  come  down  in  still  more  spots,  but  the  un- 
written law  of  transportation  since  the  days  when  pre-hlsforio 
man  tirsi  tashioned  a  rude  canoe  from  the  trunk  of  tree,  has 
iieen  iliat  it  is  always  cheaper  to  "ship  by  water." 

Hesides  this  exoected  restoration  of  low  rail  rates,  there  is 
also  a  marked  tendency  among  our  business  men  to  delay  buying 
until  business  conditions  in  general  begin  to  boom,  or  until  the 
retailers  have  all  taken  their  losses,  or  until  some  other  trade- 
reviving  miracle  Is  wrought.  The  fact  is  that  business  will  never 
boom  while  orders  are  held  back. 

Prosperity  will  not  return  to  America  while  our  great  manu- 
facturing plants  are  receiving  orders  for  goods  by  the  dozen 
where  the  average  order  used  to  be  a  carload. 

The  fact  is  that  neither  high  railroad  rates  nor  fear  of  fall- 
ing prices  need  worry  shippers  so  long  as  the  Panama  Canal  is 
functioning.  It  may  be  well  to  give  a  concrete  example  of  the 
meaning  of  this  statement. 

Take  a  problem  in  landed  costs,  for  instance,  on  nails  that 
cost,  we  will  say,  $3  per  keg  at  Pittsburgh,  Pa.  The  railroad 
freight  will  cost  $1.80%  per  keg,  making  the  landed  cost  at  the 
receiver's  warehouse  in  San  Francisco  $4.80  per  keg.  The  same 
keg  shipped  via  the  canal  will  cost  36  cents  to  haul  to  Baltimore, 
the  nearest  seaport,  81  cents  ocean  freight,  1  cent  marine  insur- 
ance, tolls  and  cartage  8  cents,  and  although  the  time  in  transit 
will  not  be  much  greater  than  if  shipped  by  rail,  1%  cents  may 
be  added  for  interest  on  the  goods  at  7  per  cent  per  year,  making 
a  total  landed  cost  at  the  warehouse  of  $4.27%,  or  52%  cents 
less  per  keg  than  if  shipped  by  rail.  A  saving  of  12  per  cent  on 
the  landed  cost  at  San  Francisco. 

The  same  proportion  holds  true  in  practically  every  com- 
modity, both  westbound  and  eastbound. 

Why,  then,  should  any  business  house  wait  for  reductions  in 
either  prices  or  rail  rates,  when  they  can  take  advantage  of  this 
great  difference  in  landed  costs?  It  would  be  a  spectacular  price 
drop  indeed,  to  offset  a  saving  of  52%  cents  on  a  keg  of  nails. 

In  my  judgment  the  man  who  is  playing,  a  waiting 
game  under  present  business  conditions  is  making  a  mis- 
take. There  are  too  many  instances  nowadays  where  cus- 
tomers go  into  stores,  both  retail  and  wholesale,  and  upon 
asking  for  an  article  are  told,  "we  haven't  it  in  stock  just 
now,  but  we  will  order  it  for  you."  In  nine  cases  out  of  ten 
the  sale  is  lost,  because  buyers  don't  care  to  wait,  and  they  walk 
out  without  having  spent  any  money.  It  is  hard  for  business 
conditions  to  improve  under  such  a  merchandising  policy.  How 
much  better  for  business  it  would  be  if  the  merchant  or  jobber 
would  say  to  himself,  "I  will  stock  up  on  the  strength  of  a  direct 
saving  of  12  per  cent  in  shipping  by  water."  It  is  better  to  have 
the  goods  in  stock  than  to  await  price  adjustments  and  lose  busi- 
ness by  doing  so. 

Normal  business  conditions  can  only  be  restored  by  normal 
business  policies.  Watchful  waiting  is  not  a  normal  business 
policy. 


$30,000  SHIPPING  BOARD  JOB 

77i«    Tragic    JFor/d    Washington   Bureau 

Employment  of  Harry  Kimball  of  New  York,  identified  in  re- 
cent years  with  the  American  Zinc,  Lead,  &  Smelting  Co.,  the 
Aetna  Explosives  Co.,  and  the  Remington  Arms  Union  Metallic 
Co.,  as  financial  vice-president  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  at  an  annual  salary  of  $30,- 
000,  has  been  announced  by  Vice-President  Joseph  W.  Powell. 
Mr.  Kimball  is  the  sixth  and  last  official  or  employe  of  the  board 
or  Fleet  Corporation  who  may  be  paid  a  salary  in  excess  of  $11,- 
000  as  provided  by  Congress.  The  other  five  officials  who  are 
getting  more  than  $11,000  and  the  salaries  paid  them,  follow: 
Vice-President  J.  B.  Smull,  $35,000;  Vice-President  W.  J.  Love, 
$35,000;  Vice-President  A.  J.  Frey,  $25,000;  Edward  P.  Farley, 
in  charge  of  ship  sales,  $20,000,  and  A.  L.  Mack,  in  charge  of 
the  New  York  office,  $25,000.  Mr.  Kimball  will  supervise  the 
comptroller's,  treasurer's,  auditor's  and  collector's  offices.  Alonzo 
Tweedale,  comptroller,  and  R.  W.  Boiling,  treasurer,  will  be  suc- 
ceeded shortly  by  officials  selected  by  Mr.  Kimball,  it  was  said. 
.Mr.  Powell  announced  the  appointment  of  Sidney  Henry,  vice- 
president  of  the  Baltimore  Shipbuilding  &  Dry  Dock  Co.,  as 
commercial  manager.  Mr.  Henry  will  have  charge  of  dry  docks 
and  plants  such  as  the  Hog  Island  shipyard  and  disposal  of  such 
properties  will  come  under  him. 


TRANSCONTINENTAL  HEARINGS 

Thf  Traffic  World  Washington  Bureau 

Attorney-Examiner  W.  A.  Dlnoue.  on  November  11.  will  be- 

gin    hearings    in    (JUituto    on    I,  aiiHeuntineiiial 


i'i  I'lniii  Hi'1  [Tin  isiun.s  ol'  i  hi1  louitli  sei  i  ion  wlm-li  will 
into  conflict  again  all  the  things  that  were  threshed  out  in  the 
various  phases  of  the  Spokane  and  other  so-called  Intel-mountain 
cases.  iHsque  will  devote  two  months  to.  the  taking  ol  tpfllimnny. 
Every  phase  of  the  subject  will  be  Involved,  either  in  the  hear- 
ings to  be  held  by  Disque  or  in  the  hearings  to  be  held  by 
Special  Examiner  Pitt,  heretofore  announced.  Pitt  will  hear  the 
applications  to  disregard  the  long-and-short-haul  part  of  the 
Htatute  on  traffic  up  and  down  the  Pacific  coast.  Disque  will 
listen  to  the  stories  of  the  carriers  told  in  support  of  their  ap- 
plications to  disregard  the  long-and-short-haul  rule  on  east  and 
west  traffic. 

Disque  is  to  hear  the  testimony  In  support  of  five  new  ap- 
plications and  one  old  one.  The  old  application  is  that  one  on 
which,  in  1914,  the  Commission  authorized  the  carriers  to  estab- 
lish rates  on  sugar  from  the  Pacific  coast  to  Chicago,  without 
making  rates  as  low  at  intermediate  points  as  at  Chicago,  the 
point  where  the  competition  of  the  sugar  refiners  is  the  hottest. 
In  that  case  the  Commission  authorized  them  to  establish  a 
rate  of  48  cents  to  Chicago  and  55  cents  to  Missouri  River.  Re- 
cently, when  the  transcontinental  carriers  asked  the  privilege 
of  reducing  rates  so  as  to  enable  the  Pacific  coast  refiners  to 
market  what  the  western  people  called  their  surplus  in  markets 
east  of  the  Rocky  Mountains,  eastern  refiners  alleged  that  the 
carriers,  in  acting  on  the  permission  given  seven  years  ago, 
disregarded  its  terms.  On  their  representations  the  Commis- 
sion reopened  that  question  and  set  it  down  for  hearing.  Its 
order  and  the  assignments  on  that  head  are  as  follows: 

That  such  portions  of  application  No.  8835,  filed  by  K.  H.  Countiss, 
agent,  by  which  carriers  parties  thereto  ask  for  authority  to  con- 
tinue to  charge  rates  for  the  transportation  of  sugar,  carloads,  from 
Pacific  coast  terminals  and  other  western  points  to  Chicago,  111., 
which  are  lower  than  rates  contemporaneously  in  effect  on  like  traffic 
to  Omaha,  Neb.,  and  other  intermediate  points,  be,  and  they  are 
hereby,  assigned  for  hearing  before  Attorney-Examiner  Wm.  A. 
Disque,  as  follows: 

At  Chicago,  111.,  November  17,  1921,  10  a.  m.,  in  the  Great  Northern 
Hotel. 

At  Omaha,  Neb.,  November  19,  1921,  10  a.  m.,  in  United  States 
court  rooms. 

At  Salt  Lake  City,  Utah,  November  26,  1921,  10  a.  m.,  in  the 
United  States  court  rooms. 

At  San  Francisco,  Cal.,  December  12,  1921,  10  a.  m.,  in  Room  237 
Merchants  Exchange. 

At  New  Orleans,  La.,  January  11,  1922,  10  a.  m.,  in  the  St.  Charles 
Hotel. 


Probably__the  most  vigorously  ppnteKtPri  application  will  hp 
12063,  Countiss'  No.  19,  which  asks  for  authority  to  establish. 
rates  on  a  Ions  list  of  commodities  from  eastern  defined  terri- 
tories to  Pacific  coast  terminals.  That  application,  if  granteTT. 
would  be  a  restoration  of  the  situation  which  caused  the  filing 
of  the  Spokane  case  thirty  years  ago  and  which  was  changed 
to  the  half  satisfaction  of  Spokane  and  the  other  parts  of  inter- 
mountain  country  when  the  Commission  held  that  competition 
via  the  canal  and  around  the  Horn  having  disappeared,  there) 
was  no  reason  for  lower  rates  at  the  Pacific  coast  terminals  than\ 
at  intermediate  points. 

Application  No.  11895,  which  asks  for  authority  to  establish 
rates  on  asphalt,  beans,  canned  goods,  dried  fruit,  etc.,  from 
Pacific  coast  terminals  to  New  York,  N.  Y.,  via  the  Sunset  Gulf 
Route  through  Galveston,  Tex.,  which  are  lower  than  rates  con- 
temporaneously maintained  on  like  traffic  from  and  to  interme- 
diate points,  caused  much  protest  at  the  time  it  was  filed  and 
the  fight  on  it  will  probably  be  nearly  as  vigorous  as  on  the  one 
asking  to  re-establish  a  rate  fabric  such  as  that  which  caused 
the  Spokane  case.  The  other  matters  are  covered  by  the  fol- 
lowing applications 

Application  No.  11948,  which  asks  for  authority  to  establish 
rates  on  green  coffee  (originating  in  South  America)  from  New 
Orleans,  La.,  and  Galveston,  Tex.,  to  Pacific  coast  terminals, 
which  are  lower  than  rates  contemporaneously  maintained  on 
like  traffic  from  and  to  intermediate  points. 

Application  No.  11957  which  asks  for  authority  to  establish 
rates  on  sisal  and  ixtle  (originating  in  South  America  or  Mex- 
ico) from  New  Orleans  and  Westwego,  La.,  Galveston,  Tex.,  and 
other  Texas  ports  and  Mexican  gateways,  to  Pacific  coast  ter- 
minals, which  are  lower  than  rates  contemporaneously  main- 
tained on  like  traffic  from  and  to  intermediate  points.  . 

The  hearing  dates  and  places  are  as  follows: 

At  Chicago,  111.,  November  11,  1921,  10  a.  m.,  in  the  Great  Northern 
Hotel. 

At  Denver,  Colo.,  November  21,  1921,  10  a.  m.,  in  the  Federal 
building. 

At   Helena.    Mont.,    November   23,   1921,    10  a.    in.,    in    the    1 
building. 

At  Salt  Lake  City,  Utah,  November  25,  1921,  10  a.  m.,  In  the 
United  States  court  rooms. 

At  Boise,  Idaho.  November  28,  1921.  10  a.  m.,  in  United  States 
court  rooms. 

At  Spokane,  Wash..  December  1,  1921.  10  a.  m.,  in  United  States 
court  rooms. 

At  Portland.  Ore.,  December  5  1921,  10  a.  in.,  in  Multnomah  County 
courthouse. 
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At  San  Francisco,  Cal.,  December  8,  1921,  10  a.  m.,  in  Room  237 
Merchants  Exchange. 

At  Phoenix,  Ariz.,  December  17,  1921,  10  a.  m.,  in  United  States 
court  rooms. 

At  Atlanta,  Ga..  January  9.  1922,  10  a.  m.,  in  United  States 
court  rooms. 

At  New  Orleans,  L.a.,  January  11,  1922,  10  a.  m.,  at  the  St.  Charles 
Hotel. 

Notice  of  the  hearings  has  been  sent  to  each  state  commis- 
sion. 


OCEAN  GRAIN  RATES 

The  Traffic  World   Washington  Bureau 

Readjustment  of  grain  rates  from  north  Atlantic  ports  to 
United  Kingdom  and  Continental  ports  was  announced  Septem- 
ber 26  by  Vice-President  Love,  of  the  Shipping  Board,  as  a  re- 
sult of  conference  with  steamship  lines  and  representatives  of 
millers.  The  steamship  lines  in  the  United  Kingdom  and  Con- 
tinental conferences  agreed  to  establish  the  following  rates  on 
wheat  and  corn:  To  United  Kingdom  ports,  17  cents  per  hun- 
dred pounds;  to  Rotterdam  and  Antwerp,  16 %  cents;  to  Ham- 
burg, 18  cents.  The  differential  of  five  cents  on  flour  over  grain 
will  stand.  The  rates  represent  substantial  reductions,  Mr.  Love 
said,  the  former  rates  having  been  as  high  as  25  cents.  The 
rates  will  enable  the  regular  steamship  lines  to  meet  tramp  boat 
competition  and  are  expected  to  eliminate  much  of  that  com- 
petition. Rates  from  the  Gulf  ports  and  Montreal  will  be  fixed 
by  the  lines  operating  from  those  points,  it  was  announced. 

Revised  grain  rates  from  Gulf  ports  to  United  Kingdom  and 
continental  ports,  representing  reductions  under  the  former  rates, 
were  announced  September  29  by  Vice-President  Love  of  the 
Shipping  Board,  lines  operating  from  Gulf  ports  having  reached 
an  agreement  following  revision  of  the  north  Atlantic  rates. 
To  the  United  Kingdom  for  the  rest  of  the  year,  the  rate  on 
wheat,  corn  and  rye  will  be  21  cents;  barley  and  buckwheat, 
25  cents;  oats,  28  cents.  In  September  and  October  the  rates 
to  French  Atlantic  ports  will  be  as  follows:  Wheat,  corn  and 
rye,  18  cents;  barley  and  buckwheat,  22  cents;  oats,  26  cents. 
The  corresponding  rates  for  November  and  December  will  be 
20,  24  and  28  cents.  To  the  Hamburg-Bremen  group  the  rates 
in  September  and  October  will  be:  Wheat,  corn  and  rye,  19% 
cents;  barley  and  buckwheat,  24  cents;  oats,  29  cents.  The  cor- 
responding rates  for  November  and  December  will  be  21%,  26 
and  31  cents.  The  -rates  from  Montreal  probably  will  be  the 
same  as  those  from  north  Atlantic  ports. 


BOSTON  CHARGES  ON  IMPORT  TRAFFIC 

The   Traffic   World    Washington  Bureau 

Lowered  storage  charges  and  extended  free  time  on  import 
traffic  became  effective  September  25  on  wharves  and  storage 
houses  of  the  Boston  &  Maine  at  Boston,  Mystic  Wharf,  and 
Hoosac  Wharf,  notwithstanding  a  protest  by  the  Terminal  Wharf 
&  Railroad  Warehouse  Company  of  Boston,  based  on  its  allega- 
tion that  the  rates  to  become  operative  would  be  less  than  the 
cost  of  the  service  and,  therefore,  in  violation  of  the  fifth  and 
sixth  paragraphs  of  the  first  section  of  the  interstate  commerce 
act.  The  Commission  declined  to  suspend  Boston  &  Maine 
I.  C.  C.  2363  and  supplement  No.  1  thereof,  although  the  whole 
subject  of  storage,  wharfage  and  handling  charges  is  under 
formal  investigation  by  the  Commission  in  a  proceeding  insti- 
tuted by  it  on  its  own  motion.  The  protestant  suggested  that, 
inasmuch  as  the  hearings  on  the  Commission's  investigation 
had  been  begun  at  Norfolk,  Va.,  it  would  seem  to  be  advisable 
to  suspend  the  reductions. 

Opposition  to  suspension  was  expressed  by  F.  S.  Davis, 
manager  for  the  Maritime  Association  part  of  the  Boston  Cham- 
ber of  Commerce.  He  said  the  reduction  in  the  charges  and 
increase  in  the  free  time  would  put  Boston  on  a  parity  with 
other  north  Atlantic  ports,  and  particularly  Philadelphia  and 
Boston.  The  Boston  &  Maine  also  objected  to  the  suspension, 
suggesting  that  the  warehouse  company  had  had  an  opportunity 
to  show  why  the  reduction  in  rates  for  storage  and  increase  in 
free  time  for  the  removal  of  goods  from  the  piers,  because  the 
proposal  was  posted  on  the  public  bulletin  board  of  the  New 
England  Freight  Association  with  a  view  to  drawing  fire,  if  any- 
one had  reasons  tending  to  show  that  the  changes  in  favor  of 
the  importer  would  be  unjust  to  anybody. 

S.  G.  Spear,  treasurer  of  the  warehouse  company,  in  his 
protest,  said  the  storage  rates  of  one  cent  per  100  pounds  for 
the  first  ten  days  after  free  time  and  half  that  amount  for  each 
ten  days  thereafter  would  be  much  below  the  going  fair  prices 
in  Boston  warehouses  and  too  low  to  give  a  fair  return  on  the 
investment  of  the  Boston  &  Maine  in  expensive  terminals.  He 
made  the  allegation  that  they  would  be  below  the  cost  of  serv- 
ice and,  therefore,  in  violation  of  the  fifth  and  sixth  paragraphs 
of  the  first  section.  They  are  the  paragraphs  requiring  the 
carriers  to  establish  just  and  reasonable  charges  in  connection 
with  the  receipt,  transportation  and  delivery  of  property.  They 
are  the  parts  of  the  first  section  on  which  shippers  rely  in  their 
attacks  on  rates  and  charges.  They  have  never,  so  far  as  can 
be  recalled,  been  used  by  a  protestant  or  complainant  to  show 


that  the  rates  or  charges  are  unreasonable  from  the  point  of 
view  of  those  whose  money  is  invested  in  railroad  property  or 
in  railroad  warehouses  which  may  be  used  in  competition  with 
private  warehouses  for  temporary  storage. 

One  of  the  material  allegations  that  caused  the  Commission 
to  institute  its  inquiry  into  port  handling  and  storage  charges 
was  that  the  charges  of  the  railroad  companies  were  so  far 
below  the  cost  of  the  service  as  to  make  the  cost  of  maintaining 
terminals  at  the  ports  an  unjust  drain  on  the  revenue  derived 
from  hauling  freight  to  and  from  the  ports.  Many  of  the  ware- 
house companies  not  connected  with  common  carriers  believe 
they  suffer  by  reason  of  the  low  charges  made  by  the  railroad 
warehouses  and  that  the  carriers  should  be  required  to  make 
their  charges  so  near  the  cost  of  service,  plus  a  reasonable  re- 
turn on  the  investment,  that  private  warehouses  will  be  used 
for  storage,  rather  than  railroad  warehouses,  to  the  end  that 
the  transportation  facilities,  at  all  times,  may  be  free  to  take 
care  of  unexpected  demands  for  their  use. 

STEEL  COMPANY  SHIP  OPERATION 

The   Traffic   World    Washington  Bureau    r    . 

Taking  of  testimony  on  the  Commission-initiated  further 
hearing  on  No.  11214,  application  of  the  United  States  Steel 
Pioducts  Company  to  operate  ships  thmnyh  tho  Pinnm-i  Panal 
was  begun  by  Examiner  Fuller,  in  Washington,  September  26. 
The  applicant  is  a  subsidiary  of  the  United  States  Steel  Corpora- 
tion. In  May,  1920,  the  Commission  authorized  the  company  to 
continue  the  operation  of  its  boats,  which  constitute  the  Isthmian 
Line,  notwithstanding  the  fact  that  there  is  some  competition 
between  the  Isthmian  Line  and  the  railroads  owned  by  the  steel 
corporation. 

That  the  big  steel  corporation  considered  the  Commission- 
initiated  further  hearing  as  a  matter  of  great  importance  may 
be  inferred  from  the  fact  that  R.  V.  Lindabury,  Charles  S.  Mac- 
Veagh  and  C.  S.  Belsterling,  three  of  its  best  known  attorneys, 
appeared  at  the  hearing,  as  well  as  the  traffic  managers  for  sub- 
sidaries  of  the  big  holding  company.  But  more  to  the  point,  it 
is  believed,  was  the  fact  that  James  A.  Farrell  also  attended 
the  hearing  from  the  beginning,  although  he  was  not  to  appear 
as  a  witness  until  a  foundation  of  fact  had  been  laid  by  Louis 
Pfeiff,  traffic  manager  for  the  steel  products  company,  which 
controls  the  Isthmian  Line  section  of  the  steel  fleet. 

Mr.  Pfeiff  submitted  twenty  odd  statistical  exhibits  tending 
to  show  that  the  steel  corporation  went  into  the  coast-to-coast 
via  the  canal  trade  so  as  to  assure  service  for  the  parent  com- 
pany at  a  time  when  the  lines  that  had  been  operating  through 
the  canal  had  sent  their  boats  to  more  profitable  business  across 
the  Atlantic.  Frank  Lyon,  appearing  for  the  Luckenbach  Lines, 
conducted  the  cross-examination  of  Mr.  Pfeiff  with  a  view  to 
bringing  out  the  nature  of  the  competition  between  the  steel 
corporation  line  and  the  lines  not  affiliated  with  any  big  shipper 
interest,  which  he  denominated  independent  lines. 

Among  the  facts  brought  out  by  the  testimony  of  Mr.  Pfeiff 
was  that  the  competition  from  Europe  for  the  steel  business  of 
the  American  Pacific  coast  is  such  that,  in  a  commercial  sense, 
it  may  be  said  that  the  western  part  of  the  United  States  has  been 
annexed  to  western  Europe.  Germany  and  Belgium  are  dominat- 
ing that  market  and  England  is  getting  into  it  because  the  water 
rate  from  the  ports  of  western  Europe  to  Pacific  coast  ports  is 
only  a  little  more  than  $7  per  ton,  which  is  less  than  the  inland 
rate  from  Pittsburgh  to  New  York.  American  steel  makers  are 
obtaining  a  little  of  the  business  because  time  of  delivery  is  a 
factor.  The  customs  duties  and  cost  of  transfer  from  the  boat 
to  destinations  away  from  the  water  front  of  the  Pacific  ports 
enable  Americans  to  take  a  little  of  the  business,  but  Europeans 
control  the  market,  even  in  competition  with  the  mills  in 
Colorado.  The  situation,  owing  to  the  low  value  of  European 
money  in  comparison  with  the  dollar,  is  as  unsatisfactory,  from 
an  American  point  of  view,  as  it  was  in  1914,  just  prior  to  the 
outbreak  of  the  war,  when  European  steel-makers  were  taking 
practically  all  the  business. 

A  fact  brought  out  on  cross  examination  is  that  the  steel 
products  steamship  line  does  not  participate  in  the  various  steam- 
ship line  conferences  in  which  rates  are  stabilized,  if  not  actually 
made;  but  while  it  is  not  a  member  of  any  steamship  conference, 
it  observes  the  rates  and  rules  put  out  by  the  conferences  deal- 
ing with  the  subject.  In  other  words,  it  has  never  been  a  cutter 
of  rates. 

One  of  the  Pfeiff  exhibits  showed  that  the  Isthmian 
Line,  in  the  thirteen  months  ending  with  July  31,  1921,  paid 
out  }304,000  in  canal  tolls  on  traffic  it  carried  through  the  canal 
to  Pacific  coast  ports  of  the  United  States  and  Vancouver,  B.  C. 
It  carried  only  10  per  cent  of  the  westbound  traffic  and  12  per 
cent  of  the  eastbound. 

At  the  afternoon  session  James  A.  Farrell,  president  of  the 
United  States  Steel  Corporation,  and  also  president  of  the  Steel 
Products  Company,  said  that  the  steamship  service  of  the  steel 
corporation  was  established  twenty-one  years  ago  to  enable  the 
corporation  to  meet  competition  anywhere  in  the  world.  It  was 
established  so  that  the  corporation  could  send  its  products  to 
ports  to  which  regular  service  was  not  maintained  and  where 
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for  loading  or  unloading  heavy  articles  might  not  be 
Mad.  The  steamships  of  the  corporation  frequently  carry  lighters 
knocked  down,  to  be  set  up  and  used  where  steel  is  to  be  de- 
livnvd.  lii  the  same  way  they  carry  facilltleH  for  loading  and 
unloading  heavy  articles. 

"The  Luckenbnch  Company  entered  the  Pacific  coast  service 
in  liiuo,"  said  Mr.  Farrell.  "It  was  in  the  general  steamship 
service  long  before  that  but  it  did  not  enter  the  coast  to  coast 
service  until  long  after  the  United  States  Steel  Products  Com- 
pany had  entered  It."  ' 

That  testimony  obviously  was  offered  on  the  theory  that  the 
l.iirkenhaeh  Company  was  raising  the  question  as  to  whether 
the  Commission  should  allow  the  steel  products  company  to 
operate  ships  through  the  Canal.  There  was  no  evidence  that 
the  Luckenbach  people  were  opposing  a  continuance  of  that  per- 
mission other  than  the  fact  that  Frank  Lyon  was  present  to 
ixamine  witnesses  introduced  by  the  steel  products  com- 
pany to  show  that  there  has  been  no  substantial  change  in  con- 
ditions since  the  Commission  issued  its  permission,  other  than 
a  reduction  in  the  amount  of  business  to  be  done. 

Mr.  Farrell  laughed  at  the  idea  that  there  was  or  could  be 
such  competition  between  the  railroads  operated  by  the  United 
States  Steel  Corporation  or  its  subsidiaries  as  to  bring  the  opera- 
tions of  the  steel  products  line  within  the  provision  of  the  law 
intended  to  keep  railroad-owend  ships  out  of  the  Canal. 

Even  if  the  Elgin,  Joliet  &  Eastern  and  the  Bessemer  &  Lake 
Erie  were  lines  not  controlled  or  influenced  by  the  steel  corpora- 
tion they  could  not  be  factors  in  the  making  of  transcontinental 
rates,  or  rates  from  the  Pittsburgh  district  to  New  York,  said 
Mr.  Farrell.  He  said  they  were  in  a  pocket  so  far  as  rate-making 
was  concerned. 

"The  competition  that  is  to  be  feared,"  said  Mr.  'Farrell,  "is 
not  the  competition  between  the  rail  and  water  lines  and  the 
rail  lines  involved  in  this  proceeding,  but  the  competition  from 
European  steel-makers  and  European  steamship  lines,  to  the  west 
coast  of  the  United  States,  especially  the  United  American  or 
Harriman  line  and  the  Hamburg-American.  The  combination  be- 
tween the  Harriman  and  Hamburg-American~maKes  possible  tne 
spectacle  of  American  ships  carrying  uerman  stee^  to  American 
uprts.  It  is  possible  to  use  the  LuckSllDach  lines  to  Hamburg  and 
back  to  San  Francisco  at  a  rate  on  steel  of  $3  a  ton  less  than  from 
New  York  to  San  Francisco.  I  do  not  say  that  is  being  done 
now,  but  it  is  possible.  The  rates  are  so  made  that  the  steel 
could  be  shipped  to  Hamburg  by  the  Luckenbach  Line  and  then 
back  to  San  Francisco  for  less  than  from  New  York  to  San 
Francisco.  That  is  the  kind  of  competition  that  is  to  be  feared. 

"Our  Pacific  coast  business  gives  employment  to  about  30,- 
000  men,  with  the  services  of  which  we  will  have  to  dispense  if 
the  foreign  competition  continues  to  grow  as  It  has  been.  In 
time  of  unemployment  such  as  the  present,  that,  it  seems  to  me, 
is  a  serious  matter." 

Answering  questions  by  Wr.  Lindabury,  who  conducted  Mr. 
Farrell's  examination,  the  head  of  the  steel  corporation  said 
we  could  not  afford  to  dispense  with  any  facility  of  transportation 
but  that  all  should  be  fostered. 

Cross-examined  by  consul  from  the  Luckenbach  Line,  Mr. 
Farrell  reiterated  that  the  steel  corporation  established  its  steam- 
ship service  because  special  facilities  were  needed  by  the  steel 
corporation  which  had  gone  out  into  the  world  markets  deter- 
mined to  meet  competition  wherever  it  might  show  itself.  He 
said  that  it  was  the  policy  of  the  steel  corporation  to  carry  steel 
for  its  rivals  at  the  same  rates  that  the  steel  products  company, 
owner  of  the  line,  charged  the  steel  corporation  or  its  subsidiaries 
thereby  avoiding  the  charge  of  discrimination  which  might  be 
laid  against  the  steamship  company. 

"The  charge  of  discrimination  is  made,  even  when  care  has 
been  taken  to  avoid  it,"  added  Mr.  Farrell.  He  was  cross  ex- 
amined on  that  point,  on  the  assumption  that  the  witness  had 
said  that  thereby  discrimination  had  been  avoided.  Mr.  Farrell 
said  he  had  not  said  that  discrimination  had  been  avoided.  He 
said  he  had  said  the  policy  was  to  carry  for  the  rivals  for  the 
same  rates  charged  the  steel  corporation  and  its  subsidiaries. 
Mr.  Lyon  indicated  that  he  desired  to  go  into  a  discussion  as  to 
whether,  if  the  steamship  operation  was  profitable,  there  was 
not,  as  a  matter  of  fact,  an  advantage  to  the  steel  corporation. 
Farrell,  however,  avoided  that  discussion  by  pointing  out.  that  he 
had  merely  mentioned  discrimination  in  rates. 

Frank  T.  Bentley,  traffic  manager  for  the  Illinois  Steel  Com- 
pany, Louis  C.  Bihler,  traffic  manager  for  the  Carnegie  Steel 
Company,  and  J.  E.  Steyers,  general  freight  agent  of  the  Bessemer 
&  Lake  Erie,  gave  testimony  similar  to'  that  given  by  them  a 
little  more  than  a  year  ago,  when  the  Commission  gave  permis- 
sion to  the  steel  products  company  to  continue  the  operation  of 
ships  through  the  Panama  Canal. 

On  cross  examination  Mr.  Lyon  read  a  considerable  amount 
of  testimony  given  Mr.  Mr.  Bentley  a  year  ago  in  which  Bentley 
said  the  railroads  were  years  behind  the  commercial  development 
of  the  country  and  that  it  would  take  them  years  to  catch  up. 

"Do  you  believe  that  now?"  asked  Lyon. 

"So  far  as  the  facilities  of  transportation  are  concerned, 
yes,"  said  Bentley.  "The  only  change  that  has  taken  place  is  the 
slump  in  business.  The  bad  order  cars  amount  to  17  per  cent 
of  the  total  and  thousands  of  locomotives  could  not  be  used,  If 


there  were  any  business  for  them.  You  will  nee  a  great  demand 
for  care  immediately  after  the  first  freeze,  because  people  are  not 
buying  the  coal  they  need.  I  predict  a  car  shortage  within  ninety 
days." 

Mr.  Bihler,  in  answer  to  a  suggestion  by  Mr.  Lyon  that  there 
was  something  significant  in  the  fact  that  the  tonnage  of  the 
Bessemer  &  Lake  Erie  and  Union  railroads  had  been  omitted 
from  the  statistics  presented  to  Mr.  Pfeiff,  said  that  the  Union 
and  the  Bessemer  ft  Lake  Erie  get  no  hauls  on  joint  rates  with 
the  trunk  lines.  He  said  that  only  five  of  the  Carnegie  Com- 
pany's thirty-one  plants  are  on  the  Union  and  that  of  the  193,- 
347  tons  from  the  Pittsburgh  district  to  the  ports  for  transpor- 
tation by  water  the  Union  had  had  a  haul  on  only  10,000  or 
11,000  tons  and  that  not  more  than  15  or  18  per  cent  of  that 
small  quantity  used  the  tracks  of  the  Bessemer  &  Lake  Erie. 
The  trunk  lines  would  not  short  haul  themeslves  of  that  traffic 
so  as  to  give  any  of  It  to  the  two  roads  owned  by  the  steel 
corporation. 

Mr.  Steyers  of  the  Bessemer  &  Lake  Erie  corroborated  those 
statements.  He  said  that  road  never  had  had  nor  ever  expected  to 
have  any  voice  in  the  making  of  transcontinental  rates.  He  said 
that  so  far  as  that  road  is  concerned,  it  is  a  matter  of  utter  in- 
difference to  it  whether  the  tonnage  goes  east  or  west.  Its  haul 
can  be  only  north  to  a  junction  with  an  east  and  west  trunk  line, 
if  it  gets  any  at  all. 


EXPORT  IRON  AND  STEEL  RATES 

Thi  Traffic  World   Washington  Bureau 

The  Commission  has  given  special  permission  to  Boyd  and 
Speiden  to  publish,  on  five  days'  notice,  export  rates  on  iron 
and  steel  to  Gulf  and  south  Atlantic  ports,  substantially  the 
same  as  the  export  rates  from  Central  and  Eastern  Trunk  Line 
territories  to  north  Atlantic  ports.  The  rates  to  the  northern 
ports  were  made  operative  early  in  September.  The  Gulf  and 
south  Atlantic  lines  were  not  parties  to  the  conferences  that 
resulted  in  the  determination  to  reduce  export  rates  via  north 
Atlantic  ports,  hence  the  lack  of  concurrent  action. 


SALE  OF  WOODEN  SHIPS 

The  Traffic  World   Washington  Bureau 

The  Shipping  Board  September  29  announced  rejection  of 
the  bid  of  $2,100  a  ship  for  the  entire  fleet  of  wood  ships  sub- 
mitted by  the  Ship  Construction  and  Trading  Company,  and 
new  bids  will  be  asked.  The  legal' department  held  that  the 
bid  was  irregular.  The  board  had  tentatively  approved  the  bid. 


RECONDITIONING  OF  LEVIATHAN 

The  Traffic  World   Washington  Bureau 

If  Congress  will  provide  the  funds,  the  Emergency  Fleet  Cor- 
poration will  recondition  the  Leviathan,  the  giant  passenger  ves- 
sel which  was  seized  from  Germany  when  this  country  entered 
the  world  war,  officials  of  the  Shipping  Board  say.  The  Inter- 
national Mercantile  Marine,  official  caretaker  of  the  vessel,  has 
a  contract  with  the  board  under  which  it  will  have  the  refusal 
of  operating  the  ship  when  it  is  put  into  service  again. 

Joseph  W.  Powell,  one  of  the  vice-presidents  of  the  Fleet 
Corporation  and  general  manager  thereof,  discussed  with  leading 
shipbuilders  the  question  of  reconditioning  the  former  German 
vessel,  with  the  result  that  bids  probably  will  be  received  by 
the  board  some  time  before  Christmas.  Estimates  obtained  here- 
tofore as  to  the  cost  of  reconditioning  have  ranged  from  $8,000,- 
000  to  $10,000,000. 

Officials  of  the  Fleet  Corporation  take  the  position  that  some- 
thing must  be  done  with  the  vessel — that  to  keep  it  tied  up  as 
it  has  been  for  months  at  considerable  expense  would  be  a  seri- 
ous reflection  on  the  board.  Another  factor  that  enters  into  the 
situation,  it  was  said,  is  that  if  the  United  States  intends  to 
hold  some  of  the  cream  of  the  passenger  business  to  Europe,  it 
must  have  passenger  vessels  the  equal  of  those  of  competing 
lines.  Reconditioned,  the  Leviathan  would  be  one  of  the  great- 
est passenger  vessels  on  the  high  seas,  it  is  stated. 


TRADE  THROUGH  U.  S.  PORTS 

The   Traffic   World    Washington  Burttu 

"American-flag  vessels  carried  39  per  cent  of  our  exports 
by  weight  and  72  per  cent  of  our  imports  by  weight  in  the  year 
ended  June  30,  1921,  according  to  data  furnished  the  Bureau 
of  Foreign  and  Domestic  Commerce  by  the  records  and  informa- 
tion section  of  the  Shipping  Board,"  E.  S.  Gregg,  chief  of  the 
transportation  division  of  the  Bureau,  said  in  a  statement  on  the 
volume  of  trade  through  United  States  ports. 

"The  percentage  of  imports  carried  in  American  bottoms 
is  high  because  of  large  shipments  of  crude  oil  brought  in  by 
tankers  belonging  to  domestic  oil  companies.  Of  the  total  for- 
eign trade  of  96,084,582  long  tons,  52  per  cent  was  carried  in 
our  ships.  Although  the  Shipping  Board  owned  50  per  cent 
more  tonnage  than  the  independent  companies,  its  vessels  car- 
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ried  nearly  11,000,000  tons  less  cargo,  as  will  be  seen  from  the 
table  below: 

l/XITED  STATES  IMPORTS  AND  EXPORT  IX  LOXG  TOXS,  YEAR 
ENDED   JUNE   30,    1921. 
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United  States: 
Shipping    Board    8,220,496 
Privately   owned    .  .  .   18,570,869 
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50 

72 
28 

11,451,146 
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19,671,642 
30,210,974 

32 

Total 

26  791  363 

23,091,251 
36,113,799 

39 
61 

49,882,616 
46,201,966 

52 

ts 

..    .  .   10  088  167 

Grand  total  36,879,532     100      59,205,050     100      96,084,681     inn 

"It  will  be  noted  that  the  traffic  is  predominantly  out- 
ward, which  is  a  handicap  to  our  merchant  marine.  Many  ves- 
sels which  go  out  loaded  must  return  in  ballast  unless  a  tri- 
angular voyage  can  be  arranged." 

Mr.  Gregg  said  the  port  of  New  York  led  all  other  ports 
with  a  total  foreign  trade  of  21,140,122  tons.  New  Orleans  came 
second  with  9,083,851  tons;  Baltimore  third  with  8,866,212  tons; 
Norfolk  fourth  with  8,024,271  tons,  and  Philadelphia  fifth  with 
7,606,345  tons. 


BARE  BOAT  CHARTER  PLAN 

The  Traffic   ll'orht   U'ashinutou  Bureau 

The  chartering  of  two  9,600  d.  w.  t.  vessels  to  the  Pacific 
Steamship  Co.  on  the  bare  boat  basis,  officials  of  the  Shipping 
Board  said,  has  resulted  in  numerous  inquiries  being  made  by 
persons  and  companies  interested  in  obtaining  vessels  from  the 
board.  Requests  have  been  received  from  Gulf  and  Pacific  coast 
ports  for  details  relative  to  the  allocations  of  vessels  on  the  bare 
boat  basis.  New  York  shipping  men  had  taken  the  position 
that  because  of  the  depression  in  ocean  shipping  the  board  could 
make  no  headway  in  chartering  ships  on  the  bare  boat  plan; 
but  officials  of  the  board  point  to  the  chartering  of  the  vessels 
to  the  Admiral  Line,  and  to  the  inquiries  received,  as  an  indi- 
cation that  ships  can  oe  chartered  on  the  bare  boat  basis. 


AMERICAN  SHIPPING  AND  PANAMA  CANAL 
In  the  fiscal  year  1921,  in  spite  of  the  world-wide  depression, 
which  resulted  in  the  laying  up  of  hundreds  of  ships,  a  new 
high  record  for  American  tonnage  was  established  at  the  Panama 
Canal.  The  number  of  American  ships  making  the  transit  was 
1,212  out  of  a  total  for  all  nations  of  2,892.  These  figures  do 
not  include  vessels  of  the  United  States  Navy  or  other  govern- 
ment owned  or  chartered  vessels  not  engaged  in  commercial 
service  and  exempt  from  the  payment  of  tolls.  The  aggregate 
net  tonnage  of  these  1,212  vessels,  measured  according  to  Panama 
Canal  rules,  was  4,874,477,  and  they  carried  5,179,350  tons  of 
cargo. 

The  nearest  competitor  of  the  United  States  in  canal  traffic 
was  Great  Britain,  with  970  vessels  of  3,965,613  net  tons,  carry- 
ing 3,721,932  tons  of  cargo.  American  vessels  carried  45  per  cent 
of  all  the  cargo  passing  through  the  canal,  and  British  vessels 
32  per  cent. 

Commercial  traffic  through  the  canal  in  August  was  greater 
than  it  had  been  any  month  since  March,  1921.  The  month  of 
March  established  a  high  record  in  tonnage  of  vessels  and  tolls 
earned;  but  in  the  months  following  March  there  was  a  distinct 
decline,  a  part  of  the  general  business  and  marine  depression 
over  the  world. 


TOURS  FOR  THE  GEORGE  WASHINGTON 
The  Shipping  Board  has  authorized  the  United  States  Lines, 
operators  of  the  nine  former  German  vessels  which  the  board 
recovered  from  the  United  States  Mail  Steamship  Company,  to 
carry  out  the  terms  of  a  contract  made  by  the  Mail  company 
with  Raymond  &  Whitcomb,  which  conducts  tours  in  various 
parts  of  the  world,  under  which  the  George  Washington  will 
tour  the  Mediterranean  and  the  Levant  in  February  and  March. 
1922.  The  board  also  authorized  the  operators  to  improve  the 
third  class  facilities  of  the  George  Wasington  and  the  second 
class  facilities  on  the  America. 


CUNARD   BUILDING   PROGRAM 

The  Cunard  Line  announces  the  resumption  of  its  post-war 
shipbuilding  program  which  was  temporarily  held  up  owing  to 
labor  disputes,  and  the  recent  long-drawn-out  .ioiners'  strike  in 
Great  Britain.  Work  has  been  resumed  on  the  "Laconia,"  "Sa- 
maria," "Andania,"  "Ausonia"  and  "Tyrrhenia."  The  "Laconia" 
and  "Samaria,"  which  have  a  gross  tonnage  of  20,000  tons,  are 
sister  ships  of  the  "Scythia,"  which  recently  arrived  on  her 
maiden  trip  in  New  York.  The  "Tyrrhenia,"  though  of  somewhat 
i>-ss  tonnage,  is  in  the  same  class  as  the  "Scythia,"  "Samaria" 


and  "Laconia."  It  is  estimated  that  the  "Laconia,"  "Samaria" 
"Tyrrhenia"  will  be  completed  by  the  end  of  March,  the  "An- 
dania" by  the  end  of  April,  and  the  "Ausonia"  by  the  end  of 
June.  All  the  ships  now  being  built  for  the  Cunard  Line  will 
burn  oil  fuel.  The  recently  announced  plans  to  convert  the 
"Berengaria"  to  an  oil-burner  will  give  the  Cunard  Line  an  oil- 
burning  fleet  of  great  express  steamers  for  the  channel  ports 
service,  beginning  next  March,  when  the  "Mauretania"  will  also 
re-enter  service  as  an  oil-burner. 


JONES   LAW    REPORT 

A  report  on  sections  28  and  34  of  the  Jones  merchant  marine 
act  and  other  sections  of  the  law  will  be  submitted  to  President 
Harding  shortly  by  the  Shipping  Board.  The  report  was  re- 
quested by  the  President,  and  it  is  expected  that  on  it  the  Ad- 
ministration may  base  its  merchant  marine  policy.  Preferential 
treatment  for  American  shipping  is  provided  in  sections  28  and 
34,  but  neither  section  has  been  enforced  since  the  law  was 
passed  in  June,  1920.  The  Administration,  it  is  understood,  is 
studying  the  international  phase  of  the  American  shipping  prob- 
lem in  connection  with  contemplated  enforcement  of  the  law. 


ANOTHER   BOAT   FOR   PACIFIC   S.  S.  CO. 

The  Pacific  Steamship  Co.,  operating  the  Admiral  Line,  will 
operate  for  the  Shipping  Board  the  Pine  Tree  State,  one  of  the 
335-foot  passenger-cargo  vessels  constructed  for  the  board.  The 
vessel  will  be  completed  October  10  and  be  placed  in  the  Puget 
Sound-China  trade.  The  company  will  operate  the  vessel  under 
the  managing  agency  contract.  Chairman  Lasker  said  the  alloca- 
tion of  the  vessel  to  the  Admiral  Line  was  not  to  be  regarded 
as  permanent. 


RAILWAY    IN    HAWAII 

The  Ahukini  Terminal  &  Railway  Company,  Ltd.,  Honolulu. 
Hawaii,  has  applied  to  the  Commission  for  authority  to  issue 
6,200  shares  of  capital  stock  of  the  par  value  of  $100  each.  The 
company  was  organized  July  23,  1920,  and  proposes  to  operate 
on  the  Island  of  Kauai,  territory  of  Hawaii.  The  proceeds  from 
the  sale  of  the  stock  will  be  applied  on  the  cost  of  constructing 
and  equipping  the  railway  of  the  applicant  from  Kapaa  to 
Ahukini,  a  distance  of  16  miles.  The  shares  will  be  sold  at  par. 
The  Lihue  Plantation  Company,  Ltd.,  has  subscribed  for  4,130 
shares  and  the  Makee  Sugar  Company,  for  2,065  shares.  These 
two  companies  will  furnish  probably  90  per  cent  of  the  freight 
carried  by  the  applicant,  the  company  stated. 


BASIS  FOR  REPARATION 

The   Traffic    World    Washington   Bureau 

A  desire  for  uniformity  in  the  decisions  of  the  Commission 
in  the  matter  of  reparation  on  shipments  moving  between  Jan- 
uary 1  and  June  25,  1918,  is  the  primary  purpose  of  the  Railroad 
Administration  in  asking  to  be  heard  on  that  question  and  which 
request  resulted  in  the  initiation  of  Ex  Parte  No.  80,  "in  the 
matter  of  awarding  reparation  on  a  lower  basis  prior  to  June 
25,  1918,  than  on  and  after  that  date."  Argument  is  to  be  heard 
on  the  question  October  6  (see  Traffic  World,  September  24, 
p.  618). 

Uniformity  in  accordance  with  the  rule  laid  down  by  the 
Commission  in  its  decision  on  No.  10555,  Lake  Park  Refining 
Co.  vs.  Director-General  et  al.,  60  I.  C.  C.  381,  would  please  John 
P.  Finerty,  assistant  chief  counsel  for  the  Railroad  Administra- 
tion. He  believes,  as  a  matter  of  sound  law  and  policy,  that,  all 
the  expenses  attaching  to  a  shipment  between  January  1  and 
June  25,  1918,  having  accrued  prior  to  June  25,  reparation,  if 
awarded  at  all,  should  be  to  the  basis  of  the  rates  made  operative 
on  June  25,  1918.  But,  if  uniformity  cannot  be  had  on  that 
basis,  he  is  still  in  favor  of  uniformity  on  some  other  basis. 
Unless  there  is  such  uniformity,  he  believes,  there  will  be  no 
end  to  contention  on  the  point  and  the  Commission's  record  will 
show  it  as  deciding  one  way  one  day  and  directly  the  opposite 
on  another. 

About  twenty  decided  cases  fall  within  the  scope  of  the  argu- 
ments set  for  October  6.  Five  of  them,  including  the  Lake  Park 
Refining  Company  case,  are  in  accordance  with  the  decision  in 
that  case,  which  is  to  the  effect  that,  inasmuch  as  conditions 
were  the  same  prior  to  June  25  as  on  that  day  and  subsequent 
thereto,  the  rate  held  to  be  reasonable  after  July  25  must 
necessarily  have  been  reasonable  for  the  time  immediately  prior 
thereto.  Finerty  does  not  argue  for  an  inexorable  rule,  recog- 
nizing that  there  are  exceptional  cases,  but  he  insists  that  the 
twenty  on  his  list  are  so  nearly  alike  in  their  essential  facts 
that  no  one  can  find  a  reason  for  the  difference  in  disposing  of  I 
them. 

The  matter  has  been  informally  discussed  at  the  Commission  j 
and  the  usual  conclusion  is  that  the  Railroad  Administration  isL 
trying  to  make  the  rates  put  into  effect  by  General  Order  No.  I 
28  apply  from  January  1,  1918,  in  all  cases  in  which  the  Com-B 
mission  condemns  as  unreasonable  rates  on  which  traffic  wasl 
moved  between  January  1  and  June  25,  1918 — that  is  to  say,  toll 
make  the  rates  applicable  after  June  25,  1918,  the  minimum 
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onable    rates    trom    the    be^innin^    "I    i--ilrr;il    control,    in    all 

in    which    the   Commission    COIIICM    in    the   conclusion    thai 

the   rail's   imposed    wore  unreasonable.     In  the  Lake   I'ark  Hr 

linini;  Company  case,  the  Commission,  speaking  through  division 

\i>    ::.  composed  of  Messrs.  Hall,   Kastman  and  Konl.  said: 

.\idence   is.   we  think,  convincing    that    In   l:H."i.   when   Mldcoii 
lin.nl    Oil    l:,it< •.•    H:IS   ili'i'iileil.    a    rate   of    -Ml   cents   tin    low-grade   Oils,    5 
cents    li-ss    than    the    rate    en    retined   oll*t,    would    have    lieen    reasonable 

,i\.r      till'      mules      111      <|UCS!ioll.          Defendants.       lloWeVer.      lirtfe      that       tile 
, -,1111111  lens    Willed    .Instilled    the    IHrcclor   O.lieral    of    Klllll'OllllK    III    IllerCRH- 
:nc    rates    under  Kclleral   order   No.    ^v   \\en-    |.reseiil    at    tile   time    Ih. 
..  hil'in.  nts    moved    ill    l-'eliruary    mid    March.    1;M>>,    in    the    name    iiiiuinei 
In  the  same  degree  as  «  lien   the  ordei    was  entered.      Tliere   is  basis 
i  Id.-    contention.      The    wave    increases,     which    were    a    principal 
>n   lor  general  order  No.   2->,   were   made   retroactive   to  jHmmry  1, 
ll'IV    and    the    increased    prices    of    materials,    which    were    H    further 
Mason,  likewise  prevailed  In  tlie  first  six  months  of  that  year.     I'nder 
that    older    the    20-ccnt     rate    found    reasonalile    In     Mldcontinent    Oil 
Kales   was    increased,    as   staled,    to   LT,   cents,    the    rale    herein   assailed. 
Nor  does  it    follow  that    liecaiise  the  same   rate  applied  over  the  route 
MI    Mie\cinenl    en    i.lineil   and  on   fuel  oil   it   was  too   hi^'li   for  application 
.    latter.      Moreover,   the   mere   fact    that    under  a    general   readjust- 
ment     the     L'.'l-cellt      rate      was     Sllll.sei(Melltl>       ledll I      to     L'l.T.     CenlS     does 

not  afford  a   hasis   for  finding  the   former  rate   unreasonable.      Atlantic 
Kefininn  Co.  vs.  Director  General,  5S  I.  C.  C.,  46. 

In  a  memorandum  on  the  matter  Finerty  called  attention 
10  the  tact  that  in  cases  in  which  the  Railroad  Administration 
had  tiled  exceptions  to  proposed  reportes  written  by  examiners, 
on  the  ground  that  they  were  not  in  consonance  with  the  Com- 
mission's decision  in  the  Lake  Park  case,  the  Commission  re- 
t'ormed  the  reports.  In  cases  in  which  no  exceptions  were  filed 
the  proposed  reports  were  not  re-formed.  But  in  the  last  men- 
tioned class  of  cases  the  Commission  has  denied  applications 
for  reopening,  apparently  pro  forma.  There  are  seven  cases  in 
that  category.  In  each  the  Commission  has  denied  rehearing, 
so  the  final  report  seems  to  be  at  odds  with  the  decision  in  the 
Lake  Park  case. 

Finerty,  in  moving  for  a  consideration  of  the  whole  matter, 
said  that  if  the  decisions  in  the  Lake  Park  and  similar  cases 
were  wrong  they  should  be  set  aside  so  as  to  have  a  consistent 
principle  established  and  consistently  applied.  Unless  that  Is 
done,  he  said,  petitions  for  rehearing  must  be  filed  and,  if  the 
Commission  is  consistent  in  respect  to  them,  it  must  deny  them, 
almost  if  not  wholly  pro  forma.  He  said  that  if  the  Commission 
desired  to  adhere  to  the  Lake  Park  case  decision  it  should  not 
deny  applications  for  reopening  cases  decided  in  a  contrary  way. 

The  present  law  force  of  the  Railroad  Administration  was 
not  in  existence  at  the  time  the  conflict  began.  Exceptions  were 
not  filed  by  Finerty's  predecessor  in  cases  that  went  to  final 
decision,  apparently  in  conflict  with  the  decision  in  the  Lake 
Park  case.  If  cases  were  decided  by  the  Commission  on  pro- 
cedural questions,  the  fact  that  exceptions  were  not  filed  in 
the  cases  in  conflict  with  the  Lake  Park  case  would  explain  why 
the  Commission  had  not  considered  it  worth  while  to  be  con- 
sistent. It  does  not,  however,  dispose  of  cases  on  questions  of 
procedure  except  in  rare  instances,  so  that  does  not  explain 
why  the  Commission  one  day  decides  in  one  way,  and  on  an- 
other in  another  way,  assuming,  of  course,  that  the  Finerty 
charge  of  inconsistency  is  well  founded.  Of  course,  if  the  Com- 
mission should  hold  that  it  had  not  been  Inconsistent,  that  would 
end  the  matter. 

But,  while  the  Railroad  Administration  thinks  the  Commis- 
sion is  inconsistent,  it  will  not  pay  reparation  awards  based  on 
decisions  not  in  harmony  with  the  decision  in  the  Lake  Park 
Refining  case.  The  argument  to  be  had  on  the  subject  may 
clear  up  the  matter  and  thus  leave  the  Railroad  Administration 
without  excuse  for  declining  to  pay  awards  of  reparation,  or  the 
Commission  without  excuse  for  continuing  its  present  course. 


INSPECTION  OF  MAIL  SACKS 

The   Traffic   World    Washington  Bureau 

Because  it  has  become  known  that  an  average  of  50  parcels 
of  second,  third,  and  fourth  class  mail,  and  20  letters  are  found 
daily  in  empty  mail  sacks  sent  to  the  mail  bag  repair  shop  in 
Washington  for  repairs,  Postmaster-General  Hays  today  issued 
orders  for  the  immediate  inspection  of  nearly  2,000,000  sacks, 
and  lOn.DOO  pouches,  which  are  sent  to  the  depositories  at  Bos- 
ton, New  York,  Atlanta,  Cincinnati,  Chicago,  St.  Louis,  St. 
Paul  and  San  Francisco,  for  storage  or  distribution,  in  order 
to  ascertain  if  other  mail  has  become  lost  in  like  manner. 

Special  delivery  letters  and  parcels  are  frequently  found. 
Some  letters  bear  recent  post-marks  and  others  old  post-marks. 
Kvcn  first  class  mail  with  uncancelled  stamps  is  often  shaken 
out  of  sacks,  which  would  indicate  that  this  particular  mail  is 
left  in  the  sack  after  the  collections  by  city  collectors  are  sup- 
posed to  have  been  completely  removed. 

Such  mail  when  found  will  be  specially  marked  so  that  the 
addressee  may  know  the  cause  of  the  delay.  Under  the  orders 
just  issued  by  the  Postmaster-General,  postmasters  are  to  be 
held  strictly  responsible  to  see  that  every  mail  sack  and  pouch 
is  hereafter  thoroughly  inspected  before  It  is  cast  aside  or 

ed.  There  are  approximately  7,500,000  sacks  and  nearly 
l.noo.oiio  pouches  used  in  the  postal  service. 


LOSS  AND  DAMAGE  CLAIMS 

iTvM  nlielli    ,.r    »    m-ri.       ..'      iiiielc*    willtei Tin-    Tiafllc    Win  lil    liy 

C.      H        Hie! 

It  was  not  die  writer's  intent  ion  to  debate  tne  varioux 
phases  of  loHH  and  damage  claims  In  connection  with  any  state- 
ments thai  might  have  been  made  In  this  series  or  articles. 
Where  a  reader  took  exception  to  statements  made  ana  addressed 
The  Traffic  World  or  Hit-  writer  direct,  his  letter  has  been  an- 
swered where  a  reply  was  called  for. 

In  connection  with  the  last  two  or  three  articles,  treating 
on  the  subject  of  the  correct  bases  for  presentation  of  claims, 
however,  there  is  no  question  about  the  existence  of  a  wide  dif- 
ference of  opinion,  particularly  In  connection  with  tne  proper 
basis  to  apply  on  shipments  of  merchandise  of  various  kinds 
where  the  destination  value  is  used  in  making  up  tne  claim. 
As  Edward  W.  Wilson,  traffic  manager  of  the  Frick-Reld  Supply 
Company,  Tulsa,  Oklahoma,  has  written  at  considerable  length 
on  the  articles  appearing  in  The  Traffic  World  under  dates  of 
August  20  and  September  3,  I  am  incorporating  his  letter  In 
full  and  will  make  a  few  remarks  in  answer  to  it.  The  letter 
follows: 

We  ha\e  read  with  much  interest  the  series  of  articles  written  l» 
«'.  II.  Dietrich  for  The  Tratllc  World,  and  want  to  particularly  refer 
to  and  make  some  comments  upon  the  article  appearing  In  The  Train. 
World  as  of  August  20.  1921,  wherein  Mr.  Dietrich  undertaken  to 
explain  what  consignee  is  entitled  to  recover  from  common  carriers 
on  materials  lost  or  damaged  In  transit.  We  want  to  particularly 
refer  to  the  last  part  of  Mr.  Dietrich's  comments  wherein  he  advises 
that  the  consignee  or  the  retail  merchant  Is  not  entitled  to  anything  but 
the  cost  of  materials  as  purchased  by  him  plus  the  transportation 
charges. 

The  reasons  as  set  forth  by  Mr.  Dietrich,  why  they  are  not  en- 
titled to  anything  other  than  the  aforementioned,  Is  because  he  has 
no  overhead  expense  on  the  shipment  that  Is  lost  or  damaged  In 
transit,  such  as  drayage  from  freight  station,  unpacking  of  materials, 
elerk  hire,  rent,  insurance,  etc.  The  Cummins  amendment  of  March 
4,  1915,  provides  that  the  carrier  affected  by  the  act  shall  Issue  a  bill 
of  lading  and  shall  be  liable  to  the  lawful  holder  of  It  for  the  full, 
actual  loss,  damage  or  injury  to  such  property. 

First,  we  would  like  to  ask  Mr.  Dietrich  what  he  considers  the 
full  value  of  the  property  of  the  holder.  We  consider  the  full  value 
of  the  property  of  the  holder  of  the  bill  of  lading  Just  what  he  can 
obtain  for  it  on  the  open  market.  This  is  fundamentally  true,  regard- 
less of  any  overhead  expense  that  may  or  may  not  have  entered  Into 
the  sale  of  the  materials.  All  overhead  expense  enters  Into  the  cost 
of  materials  purchased  hut  does  not  necessarily  represent  the  value  of 
the  material,  but,  as  aforestated,  the  value  of  the  material  is  what 
it  will  bring  on  the  open  market.  Why  do  corporations,  firms,  or 
persons  employ  purchasing  departments  to  purchase  materials,  sales 
departments  to  sell  goods,  and  credit  departments  to  pass  on  credits. 
traffic  departments  to  handle  claims  against  the  carriers  who  have 
heen  entrusted  with  the  transportation  of  goods?  The  purpose  of  all 
these  departments,  with  the  heavy  expense  they  represent.  is 
thwarted,  if,  through  neglect  or  otherwise,  the  carriers  do  not  carry 
out  their  part  of  the  bill  of  lading  contract.  The  employer  has  suffered 
a  much  greater  loss  than  merely  what  the  material  has  cost  him.  How 
can  you  consistently  compare  overhead  expense,  such  as  purchasing 
department,  credit  department,  sales  department  and  traffic  depart- 
ment, with  the  infinitesimal  expense  of  clerk  hire,  drayage,  rent  and 
insurance? 

In  many  instances  materials  are  bought  on  borrowed  capital  on 
which  interest  has  to  be  paid.  This  interest  has  to  be  paid  on  mate- 
rial lost  or  damaged  in  transit,  just  as  much  so  as  on  materials  on 
which  the  retail  merchant  has  received  his  profit.  Does  the  carrier 
pay  interest  on  loss  or  damage  claims  that  are  held  up  from  three  to 
six  months  in  settlement?  You  advise  that  the  broker  is  entitled  to 
the  amount  of  the  price  of  the  material  charged  to  his  customer  after 
he  has  gone  to  the  expense  of  making  the  sale.  How  about  the. 
expense  incurred  by  a  resale  merchant  in  the  employment  of  trav- 
eling salesman,  who  has  daily  shown  his  ware  to  the  buying  public, 
and  whose  efforts  or  expense  cannot  be  traced  to  any  one  particular 
consignment?  What  is  the  difference  whether  the  overhead  expense 
is  incurred  in  ane  way  or  the  other:  it  all  represents  cost  of  material. 
What  is  the  difference,  considering  the  principle,  whether  the  overhead 
expense  of  the  jobber  is  large  or  the  expense  of  the  retailer  is  small? 
Do  we  not  all  encounter,  as  consumers,  the  overhead  expense,  be  it 
large  or  small,  incurred  in  one  way  or  the  other,  in  the  purchase  of 
materials;  then  what  constitutes  the  value  of  an  article  but  what  it 
will  bring  on  the  open  market? 

Mr.  Dietrich  calls  attention  to  the  fact  that  merchants  do  not 
make  any  claim  against  wholesalers  in  instances  where  they  receive 
shipment  of  canned  goods  in  spoiled  condition  and  which  left  the 
wholesaler  in  that  condition.  I  do  not  consider  this  a  parallel  case  to 
losses  or  damages  which  occur  with  the  carriers.  The  retailer  or 
jobber  receives  a  good  many  courtesies  or  advantages  from  the 
wholesaler  or  manufacturer;  such  as  thirty  to  ninety  days'  credit, 
trade  discounts,  and  other  trade  advantages  such  as  advertising  a 
retail  man's-stock  of  goods  or  special  brand  handled  by  him.  Do  the 
carriers,  who  fail  to  carry  out  contract  in  transportation  of  material. 
Kive  any  such  advantages  to  a  resale  man;  If  not,  then  why  make 
comparison  of  the  two  cases  mentioned? 

Mr.  Dietrich  also  states  in  article  contained  in  The  Traffic  World 
o:'  September  3,  that  the  manufacturer  is  entitled  to  profit  on  raw 
material  destroyed  in  transit.  Our  contention  Is  that  the  manu- 
facturer is  not  entitled  to  profit  on  the  manufacture  article,  on  account 
of  the  raw  material  being  destroyed  in  transit,  for  the  reason  that 
hi-  profit  through  the  process  of  manufacture  is  problematical,  and 
not  real.  The  question  Is  too  far-fetched  to  be  considered  because 
the  material  has  to  change  In  form  to  change  In  value,  while  other 
materials  consigned  to  a  retailer  do  not  change  in  form,  and  resale 
price  is  not  problematical. 

We  are  retailers,  delivering  direct  to  the  consumer,  and  maintain 
a  purchasing  department,  sales  department,  credit  department  and 
traffic  department,  and  also  employ  traveling  salesmen. 

In  answer  to  Mr.  Wilson's  inquiry  in  his  third  paragraph, 
"as  to  what  we  consider  the  full  value  of  the  property  of  the 
holder,"  I  quite  agree  with  him  that  the  value  of  the  property 
is  correctly  represented  by  what  it  can  be  sold  for  on  the  open 
market;  but  this  market  value  must,  in  my  judgment,  be  de- 
termined by  applying  a  price  applicable  to  the  same  unit  of 
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quantity  that  is  represented  by  the  shipment  in  question.  In 
other  words,  if  a  carload  of  coal  arrives  at  destination  with  a 
known  shortage  of  three  tons,  the  reasonable  market  value  to 
apply,  in  connection  with  such  a  claim,  would  be  the  market 
value  per  ton  of  a  carload  of  coal  of  this  grade  and  not  the 
market  value  of  three  tons  of  coal  of  a  similar  grade.  To  put 
it  another  way,  the  claim  should  be  based  on  the  carload  value 
rather  than  on  the  retail  value  of  three  tons  and,  to  use  the 
same  example  we  used  in  the  article  of  August  20,  if  a  shipment 
of  fifty  boxes  of  soap  reached  destination  with  five  bars  missing, 
the  measure  of  value  to  apply  would  be  that  covering  a  ship- 
ment of  fifty  boxes  of  soap,  rather  than  the  value  that  might 
be  found  to  apply  on  a  purchase  at  that  point  of  three  bars  of 
soap  over  a  grocer's  counter. 

I  note  that  Mr.  Wilson,  in  the  third  paragraph  ot  his  letter, 
believes  that  the  expense  connected  with  the  sales  force,  dray- 
age,  rent,  insurance,  etc.,  is  infinitesimal  as  compared  to  the  ex- 
pense of  purchasing,  credit,  sales,  and  traffic  departments.  This 
statement  does  not  seem  reasonable  to  me,  for,  while  the  pur- 
chasing, credit,  sales,  and  traffic  department  expense  must 
necessarily  enter  into  the  cost  of  any  business  and  a  proportion 
of  such  expense  surely  enters  into  the  cost  of  the  merchandise, 
it  does  not  seem  probable  to  a  layman  like  myselt,  that  this 
overhead  expense  mentioned  could  amount  to  more  than  a  frac- 
tion of  the  expense  in  connection  with  the  handling,  selling, 
and  shipping  of  the  products  sold. 

My  whole  argument,  in  connection  with  this  particular 
feature,  is  directed  toward  a  solution  that  is  practical  to  apply 
to  our  everyday  claim  situation  and  to  an  ordinary  concern,  such 
as  Mr.  Wilson  represents,  for  instance,  I  do  not  presume  that  its 
claims  for  loss  and  damage  on  merchandise  received  will  amount 
to  more  than  from  one  to  three  per  cent  of  its  entire  purchases 
for  any  given  period,  and,  as  a  practical  proposition,  if  prompt 
settlement  can  be  obtained  in  connection  with  this  comparatively 
small  proportion  of  yearly  purchases  which  may  become  lost 
or  damaged  in  ordinary  transportation,  by  the  presentation  of 
such  claims  on  a  basis  that  can  readily  be  proved  or  verified  by 
the  submission  of  the  invoices  or  other  proof  of  value  at  destina- 
tion, is  it  worth  while  to  inject  overhead  expenses  such  as  men- 
tioned above,  the  correctness  of  which  no  freight  claim  agent 
is  in  position  to  determine,  except  by  making  an  audit  of  the 
firms  or  applying  a  general  overhead  percentage  that  may  be 
taken  from  an  average  of  a  great  many  firms? 

It  seems  to  me  this  is  the  substance  of  the  whole  question 
and  while  the  courts  and  our  lawyer  friends  will  undoubtedly 
be  able  to  reach  some  theoretical  solution  of  this  problem  in 
time,  a  theoretical  solution  is  not  what  we  need  to  settle  claims; 
we  must  have  a  practical  method  that  will  stand  up  under  the 
usages  of  every  day  investigation  in  the  average  freight  claim 
office,  and  I  am  satisfied,  after  looking  over  a  great  many  claims 
filed  on  various  bases,  that  the  average  consignee  can  compute 
his  damage  or  loss  by  taking  his  Invoice  and  adding  thereto  his 
transportation  charge. 

This  will  certainly  apply  to  the  retail  consignee  who  car- 
ries no  purchasing  department,  traffic  department,  nor  credit 
department  overhead  expenses,  and  it  would,  perhaps,  be  applic- 
able to  all  wholesalers  and  jobbers,  if  some  reasonably  accurate 
percentage  could  be  obtained  of  their  average  buying  expense 
taken  as  a  whole  and  including  any  overhead  items  properly 
chargeable  to  their  expense  of  buying,  and  use  this  average 
basis  in  connection  with  their  invoice  costs  plus  transportation 
charges  on  inbound  shipments  of  freight  that  may  be  lost  or 
damaged  in  transit.  It  is  quite  likely  that  this  percentage  would 
not  be  the  same  with  any  two  concerns,  but  if  such  a  basis  could 
be  agreed  on  with  the  various  concerns  filing  claims  against 
any  line,  it  would  at  least  eliminate  the  necessity  of  arguing  over 
each  individual  claim  filed  and  would,  furthermore,  not  only 
make  the  claimant  whole  in  the  transaction,  but  would  dispose 
of  the  resale  basis  which  is  being  advanced  by  a  number  of  con- 
cerns today  as  the  proper  basis  on  which  claims  should  be  filed. 

The  problem  confronting  our  freight  claim  officers  today  is 
not,  as  is  commonly  thought,  "How  cheap  can  a  claim  be  settled?" 
or,  "How  much  can  the  claimant  be  beaten  down  from  his  original 
price?"  but,  on  the  contrary,  the  important  question  today  is, 
first,  "Is  there  legal  liability  with  the  carrier?"  and,  "If  so,  what 
is  the  lawful  measure  of  damage?"  In  order  to  determine  the 
second  question,  documentary  verification  of  the  loss  or  damage 
must  be  attached  to  the  claim  file  in  order  to  substantiate  the 
payment.  This  was  a  comparatively  simple  matter  as  long  as 
nothing  outside  of  the  invoice  value  was  necessary,  but  when 
we  enter  the  realm  of  overhead  charges,  such  as  are  mentioned 
in  Mr.  Wilson's  letter,  or  if  the'  probable  resale  value  were  to 
be  adopted  as  the  proper  basis  on  an  inbound  shipment,  the  veri- 
fication of  these  expenses  and  resale  values  and  the  securing  of 
figures  to  substantiate  such  payments  is  a  difficult  task  to  con- 
template. 

Mr.  Wilson,  in  the  closing  sentences  of  his  letter,  remarks 
that,  "resale  price  is  not  problematical."  This  may  be  perfectly 
true  so  far  as  his  line  of  business  is  concerned,  but  I  do  not 
see  how  it  can  be  advanced  as  a  fact  in  connection  with  many 
lines  of  business  where  a  considerable  stock  is  carried  from 
month  to  month  and  in  many  cases  over  a  period  of  several 


months  during  which  time  the  prices  fluctuate,  the  commodity 
deteriorates,  and  changing  conditions  may  affect  the  resale  prices 
extensively.  However,  it  is  my  firm  conviction  that  a  resale  price 
has  no  bearing  on  this  subject  and  the  question  of  whether  it 
is  problematical  or  not  does  not  matter. 


CLASS  RATE  RELATIONSHIPS 

The   Traffic   World   Washington  Bureau 

A  conditional  settlement  of  the  Eastern  cities-Virginia  cities 
part  of  the  Raleigh  Chamber  of  Commerce  case,  in  which  the 
Commission  prescribed  a  relationship  in  rates  between  Virginia 
cities  on  the  one  hand  and  North  Carolina  points  on  the  other, 
and  a  relationship  of  rates  from  Virginia  cities  and  from  North 
Carolina  points  to  the  Southeast,  has  been  made  by  agreement 
between  representatives  of  shippers  and  carriers.  They  met  at 
Director  Hardie's  office  separately  and  then  in  joint  conference. 

It  was  agreed  that  the  railroads  should  publish  rates  from 
eastern  territory  to  the  Virginia  cities  as  proposed  and  within 
three  weeks  from  that  time  take  up  the  question  of  the  percent- 
age relationship  of  the  lower  class  rates  to  the  first  class.  If 
that  relationship  cannot  be  agreed  upon,  then  the  whole  subject 
shall  be  considered  as  open  and  the  Commission  shall  pass  on 
the  issue. 

The  changes  in  the  first  class  rates  thus  conditionally 
agreed  upon  will  be  as  follows:  Baltimore  to  Virginia  cities, 
increase  from  68  to  76  cents;  New  York,  increase  from  83.5  to 
88  cents;  and  Boston,  increase  from  95  to  96  cents.  The  new- 
scale  will  make  the  differentials,  New  England  over  New  York, 
8,  9,  8,  9,  11.5  and  10.5  cents  per  100  pounds.  The  differentials 
are  here  set  forth  to  show  the  necessity  for  the  agreement  that 
there  shall  be  a  readjustment  of  the  relationship  between  the 
classes,  because,  as  here  shown,  the  fifth  class  differential  is 
11.5  cents,  or  more  than  3  cents  greater  than  the  first  class 
differential. 

No  one  expects  this  agreement  to  be  other  than  the  basis 
for  further  work  along  that  line,  because  the  relationships  that 
will  come  into  existence  on  such  a  scale  would  be  intolerable 
in  the  eyes  of  New  England  shippers.  It  was  made,  however, 
with  a  view  to  getting  something  from  which  to  start. 

One  notable  fact  in  connection  with  the  plans  of  the  rail- 
roads for  complying  with  the  order  of  the  Commission  is  that 
they  propose  ignoring  water  competition  or  the  possibility 
thereof  and  putting  the  rates  on  a  dry  land  basis.  Some  of  the 
North  Carolina  points  that  have  been  having  the  benefit  of 
so-called  water  compelled  rates  are  expected  to  object  to  the 
heavy  increases  to  which  they  will  be  asked  to  submit;  but  the 
Commission  cannot  order  the  carriers  to  meet  water  competition 
or  even  to  admit  that  there  is  such  a  thing. 

Practically  the  whole  of  the  confusion  that  has  followed  in 
the  wake  of  the  Commission's  decision  in  the  Raleigh  Chamber 
of  Commerce  case  is  attributed  to  the  fact  that  the  Commission 
overlooked  or  ignored  the  truth  that  Southern  Classification  gov- 
erns rates  from  New  York,  Philadelphia  and  Baltimore,  while 
Official  Classification  governs  rates  from  New  England  and  the 
interior  or  Eastern  Trunk  Line  territory.  The  spread  or  differ- 
ential between  first  class  and  the  lower  classes  governed  by 
Official  Classification  is  much  greater  than  the  spread  between 
the  classes  governed  by  Southern  Classification.  Inasmuch  as 
the  order  required  the  removal  of  an  undue  prejudice,  the  car- 
riers were  given  the  option  of  raising  the  Virginia  cities  rates 
or  reducing  the  North  Carolina  rates.  They  have  elected  to 
increase  the  Virginia  cities  rates  and  that  increase  must  be 
reflected  north  and  east  in  such  a  way  as  to  involve  practically 
everything  east  of  the  Buffalo-Pittsburgh  line.  They  tried,  at 
the  first  conferences  on  the  subject,  to  persuade  the  shippers 
to  accept  the  so-called  standard  southern  per  cents  of  class  rela- 
tionship, but  such  objection  was  raised  to  that  that,  in  the  condi- 
tional settlement  made  of  one  phase  of  the  case,  it  was  agreed 
that  there  should  be  a  revision  of  the  relationship  of  the  classes 
below  first.  Whether  that  revision  is  to  be  a  compromise  be- 
tween the  Official  and  the  Southern  classification  relationship,  or 
a  carriage  of  the  Official  Classification  relationships  into  the 
Southeast,  is  one  of  the  questions  to  be  answered.  The  chances 
are  against  the  importation  of  the  Official  Classification  relation- 
ships into  the  Southeast,  even  in  a  settlement  of  this  case. 

Shippers  were  represented  in  the  conference  by  W.  H.  Chan- 
dler of  Boston;  P.  W.  Moore,  Brooklyn;  J.  C.  Lincoln,  New  York; 
M.  D.  Warren,  Trenton;  A.  E.  Beck,  Baltimore;  D.  O.  Moore. 
Pittsburgh;  R.  W.  Poteet,  New  Britain;  George  P.  Wilson,  Phil- 
adelphia, and  F.  D.  Walker,  New  York.  The  carriers  were  rep- 
resented by  O.  S.  Lewis,  B.  &  O.;  E.  P.  Bates,  Pennsylvania; 
Brooks  Brown,  Southern;  Samuel  House,  B.  &  O.;  Ira  Hubbell, 
New  York  Central;  J.  B.  Sweeny,  Merchants  &  Miners;  P.  B. 
Thompson,  Baltimore  Steam  Packet  Company;  A.  L.  Stevens, 
Chesapeake  Steamship  Company,  and  E.  B.  McCauley,  Western 
Maryland. 

Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC  | 
WORLD. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 
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LOSS  OR   INJURY  TO  GOODS 

Notice  of  Arrival  Held  Required,  Under  Bill  of  Lading,  Limiting 
Liability  to  that  of  Warehouseman,  to  Be  Given  Party  "En- 
titled to  Receive"  the  Property: 

•in  nr  Appeals  ol'  Maryland.)  Under  a  bill  of  lading  lim- 
iting liability  of  carrier  to  that  of  warehouseman  for  loss  oc- 
curiinK  -IS  hours  after  notice  of  arrival,  and  also  providing,  in 
another  clause,  for  storage  of  goods,  which,  within  48  hours 
after  notico  of  arival,  are  not  removed  by  the  party  "entitled  to 
receive"  them,  the  notice  of  arrival  is  to  be  given  to  the  party 
"entitled  to  receive"  the  goods,  which  means  a  party  who  has 
an  interest  in  the  goods  distinct  from  that  of  another  or  forward- 
ins  carrier,  a  steamship  company,  accepting  them  for  conveyance 
to  their  destination.— Baltimore  &  O.  R.  Co.  vs.  Jones  &  Laughlin 
Steel  Co.,  114  Atl.  Rept.  730. 
Whether  Steamship  Company  Was  Consignee's  Agent,  to  Whom 

Notice  of  Arrival    Reducing   Liability  to  that  of  Warehouse- 
man, Was  to   Be  Given,  Held  for  Jury: 

In  action  against  a  railroad  company  to  recover  for  a  carload 
of  tinplate  destroyed  by  fire  while  awaiting  transfer  to  steamer 
at  a  port,  of  export,  defended  on  ground  that,  by  giving  notice 
of  arrival  to  the  steamship  company,  which  was  to  export  the 
goods,  and  to  which  the  carrier  had  been  directed  to  deliver  the 
goods,  the  carrier  had  reduced  its  liability  to  that  of  warehouse- 
man, held  that,  whether  the  steamship  company  was  the  author- 
ized agent  of  the  party  "entitled  to  receive"  the  goods,  to  whom 
it  was  proper  to  give  such  notice  of  arrival,  was  for  the  jury.— 
Ibid. 
Agency  May  Be  Implied  from  Conduct: 

An  agency  may  be  implied  from  conduct,  and  need  not  be 
proven  by  evidence  of  an  express  appointment. — Ibid. 
Agency  Held  for  Jury: 

An  issue  of  fact  as  to  existence  of  agency  must  be  submitted 
to  the  jury,  if  any  evidence  legally  tending  to  prove  the  agency 
has  been  offered. — Ibid. 
Right  to  Correct   Instructions   Not  Affected   by   Fact  Court  Sits 

as  Jury: 

That  the  verdict  is  to  be  rendered  by  the  court  sitting  as  a 
jury  does  not  impair  the  right  of  either  party  to  a  correct  state- 
ment of  the  principles  by  which  the  decision  of  the  issues  of 
fact  should  be  controlled. — Ibid. 

Custom  at  One  Port  of  Giving  Notice  of  Arrival  Not  Sufficiently 
General  to  Impute  Knowledge  Thereof  to  the  Shipper: 
In  action  against  a  railroad  company  to  recover  for  carload 
of  tinplate  destroyed  by  fire  while  awaiting  transfer  to  steamer 
at  a  port  of  export,  defended  on  the  ground  that,  by  giving  notice 
of  arrival  to  the  steamship  company,  which  was  to  export  the 
goods,  and  to  which  the  carrier  had  been  directed  to  deliver  the 
goods,  the  carrier  had  reduced  its  liability  to  that  of  warehouse- 
man, the  trial  court  properly  refused  to  allow  the  defendant 
railroad  company  to  prove  a  custom  at  the  particular  port  where 
the  fire  occurred,  with  reference  to  notices  of  arrival  there  of 
goods,  intended  for  export,  such  a  custom  not  being  shown  to  be 
sufficiently  general  to  impute  knowledge  of  its  existence  to  the 
shipper. — Ibid. 

Provision  in  Bill  of  Lading  Filed  with  Commission  Requiring 
Notice  of  Claims  in  Writing  Cannot  Be  Waived  by  Carrier: 
(Supreme  Coijrt  of  Minnesota.)  When  a  carrier  has  filed  a 
form  of  bill  of  lading  for  interstate  shipments  with  the  Interstate 
Commerce  Commission  and  such  form  has  been  approved  by  the 
Commission,  a  provision  therein  to  the  effect  that  no  claim  for 
loss  or  damage  can  be  enforced  unless  notice  of  such  claim  was 
given  in  writing  within  the  time  prescribed  therein  cannot  be 
waived  by  the  carrier  (Carbic  Mfg.  Co.  vs.  Western  Express  Co., 
184  Northwestern  R.,  p.  35).— Ibid. 
Notice  of  Claim  Held  Not  Sufficient  Within  Bill  of  Lading: 

An  oral  notice  that  the  shipment  has  been  lost  followed  by 


a  "tnici'i"  KITH  out  by  the.  cm  rier  In  an  attempt  to  locate  It  In 
not  a  compliance  with  such  provision.— Ibid. 

DELAY  IN  TRANSPORTATION  AND  DELIVERY 
In  Action  for  Delay  Evidence  of  Congettion   Held   Properly   Ex- 
cluded: 

(Court  of  Appeals  of  Georgia.)  The  court  did  not  err  In 
excluding  from  the  Jury  "the  testimony  of  Mr.  Walker  and  Mr. 
Woodall  in  so  far  as  anything  they  may  have  Bald  tended  to 
bear  on  the  question  of  the  unusual  congestion  of  freight. — Payne, 
Federal  Agent,  vs.  Cheshire,  108  S.  E.  Kept.,  p.  207. 
"Promptly"  Transmit  and  Deliver  Defined: 

(Supreme  Court  of  Alabama.)  "Promptly,"  within  the  im- 
plied undertaking  of  a  telegraph  company,  on  accepting  a  mes- 
sage for  transmission,  to  transmit  and  deliver  it  promptly,  mean* 
expeditiously  and  without  undue  delay,  that  Is,  as  quickly  a* 
practicable  under  the  circumstances. — Western  Union  Telegraph 
Co.  vs.  Harbour,  89  Sou.  Rept.,  p.  299. 

Charging    Negligence    in    Complaint    for    Not    Transmitting    and 
Delivering  Promptly  Unnecessary: 

The  complaint  for  failure  of  telegraph  company  to  transmit 
and   deliver  a   message  promptly  need  not   charge  negligence, 
absence  of  negligence  in  respect  to  such  failure  being  a  legal 
excuse   therefor,  and   so   defensive  matter. — Ibid. 
Complaint   Held   to   Sufficiently  Charge    Implied    Undertaking  to 
Transmit  and   Deliver  Promptly  and   Breach  Thereof: 
Complaint   alleging   undertaking   of   telegraph    company   to 
transmit   and   deliver   message,  also   facts   from   which   the   law 
implies  an    obligation    to    transmit  and    deliver  promptly,  and 


POSITIONS  WANTED  OR  OPEN 


GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  tin- 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion,  $1.00  per 
line,  minimum  charge,  $3.00;  succeeding  insertions,  per  line,  50c:  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TRAFFIC  WORLD,  418  South  Market  Street.  Chicago,  111. 

POSITION  WANTED— As  Auditor,  Traffic  Manager  or  Claim 
Agent,  railroad  or  industrial.  Southern  city  preferred.  Twenty-five 
years'  experience.  Now  holding  official  position.  Excellent  references, 
ability,  integrity,  habits.  Married.  Address  "Southern,"  care  Traffic 
World,  Chicago, 

WANTED — Industrial  traffic  position,  by  capable  married  man,  age 
thirty.  Twelve  years'  railroad  experience,  rates,  claims,  etc.  Western 
territory  preferred.  Address  J.  M.  R.,  Traffic  World,  Chicago. 

POSITION  WANTED— Married,  age  28.  devoid  of  frivolous  habits, 
eight  years'  railroad  and  express  experience,  plus  technical  training: 
employed  at  present,  but  want  to  connect  with  commercial  industry; 
location  no  object.  Address  E.  R.  R.  389,  Traffic  World,  Chicago. 

FOR  SALE — Substantial  open  front  roller  bearing  sliding  door  Tariff 
Case,  twelve  feet  long,  containing  700  vertical  filing  inches.  Base  31 
inches  high,  containing  four  letter  size  drawers,  two  large  drawers 
and  eleven  feet  shelves,  protected  by  roller  bearing  sliding  doors. 
Very  reasonable.  Apply  New  Orleans  Joint  Traffic  Bureau,  New 
Orleans,  La. 

FOR  SALE — Baxter  Charcoal  Car  Heaters.  John  Gund  Brewing 
Co..  LaCrosse,  Wis. 

FOR  SALE — Several  thousand  first-class  No.  1  6x8  8  ft.  oak 
railroad  cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L.  E. 
Pearson,  Edwardsburg,  Michigan. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit   from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  up  in 
domestic  am^  foreign  traffic?      Then  investigate  the  LaSalle  Problem 


Method  of  home-Btady  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  out  how  thifl  course  can  aaaist 
you  to  better   knowledge  of  traffic  management   by  giving  you 
ixperienceof  more  than  70  of  America's  well  known  author- 
ities   and    traffic   executives.      Write    for  catalog    and 
low  cost  monthly  payment  plan. 

USALLE EXTENSION  UNIVERSITY 

Department  1095-T        CHICAGO,  ILLINOIS 

The  Largett  Butineti  Training  Inittiutian  in  the  ll'orld 


Old  South  BldR  Boston. 
Ellicott  Square  Buffalo, 


TRANS -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsolidators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 

Time,   Trouble  and   Money.     Don't  hesitate — Investigate— Write   for  particulars. 

General  Offices:    Chicago.  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  IflJii. 

Philadelphia.  Drexel  Bldg.  Los  Angeles,  Van  Nuys  Bldg. 

Cincinnati.  Union  Trust  Bldg.  San  Francisco.  Monadnock  Bide 

Cleveland,  Hippodrome  Bldg. 


- .-•  -™..d,  Ore.,  1 3th  and  Kearney  Sts 

Seattle.  Alaska  Bldg.  Write  the  Nearest  Office. 
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charging  breach  in  accordance  with   the  duty  assumed,  is  suffi- 
cient.— Ibid. 
Breach    of   Two    Implied    Obligations    Under    Contract    May    Be 

Joined: 

There  may  be  joined  in  the  same  complaint  in  action  on 
contract  to  transmit  and  deliver  telegram  breach  of  the  implied 
obligation  to  do  so  promptly  and  breach  of  the  implied  obliga- 
tion, in  case  of  inability  to  transmit  and  deliver,  to  inform 
sender  thereof. — Ibid. 
Complaint  Good  as  to  One  of  Two  Causes  of  Action  Not  Demur- 

rable  as  a  Whole: 

The  complaint  for  breach  of  two  implied  obligations  of  a 
•contract,  being  good  as  to  one,  is  not  demurrable  as  a  whole, 
but  demurrer  should  be  to  the  one  defectively  pleaded. — Ibid. 
Duty  to  Inform  Sender  of  Inability  to  Transmit  or  Deliver: 

It  is  the  duty  of  a  telegraph  company  to  inform  the  sender 
of  a  message,  not  only  of  inability  to  transmit  it,  but  of- inability 
to  deliver  it  after  transmission. — Ibid. 

Recoverability    of    Part    of    Damages    Cannot    Be    Raised    by    De- 
murrer: 

Question  of  recoverability  of  damages  for  mental  suffering, 
whether  defendant's  liability  be  governed  by  state  or  federal  law, 
cannot  be  raised  by  demurrer  to  complaint  seeking,  for  non- 
delivery of  a  telegram,  not  only  such  damages,  but  recovery  of 
the  charge  paid  for  the  service  undertaken. — Ibid. 
Recoverability  of  Part  of  Claimed  Damages  Cannot  Be  Raised 

by  Plea: 

Where  complaint  for  non-delivery  of  telegram  seeks  recov- 
ery not  only  for  mental  suffering  but  recovery  of  the  charge  paid, 
the  question  of  recoverability  for  mental  suffering  cannot  be 
raised  by  plea  that  the  transmission  and  delivery  was  an  act  of 
interstate  commerce,  and  governed  by  the  federal  interstate 
commerce  act  (U.  S.  Comp.  St.  8563  et  seq.) — Ibid. 
Transmission  of  Telegram  Between  Points  in  State  by  Route 

Through    Another   State    Held    Interstate   Commerce: 

The  transmission  of  a  telegram  between  points  in  the  state 
by  a  route  through  another  state,  uniformly  adopted  and  used  at 
the  time,  is  "interstate  commerce,"  governed  exclusively  by  the 
federal  interstate  commerce  act,  as  amended  by  act  Cong.  June 
18,  1910,  7  (U.  S.  Comp.  St.  8563),  so  that  damages  for  mental 
anguish  for  non-delivery  are  not  recoverable. — Ibid. 
Loss  of  Profits  on  Pasturing  Cattle  Held  Not  Recoverable  as 

Damages: 

(District  Court  of  Appeal,  Third  District,  California.)  In  an 
action  for  damages  for  delay  in  delivering  a  telegram,  the  meas- 
ure of  damages  is  not  that  established  by  Civ.  Code,  par.  3308, 
for  the  breach  of  a  seller's  agreement  to  deliver  personal  prop- 
erty, though  by  the  delay  plaintiff  was  prevented  from  buying 
cattle,  but  is  the  amount  which  will  compensate  plaintiff  for  the 
detriment  approximately  caused  thereby,  under  section  3300  or 
3333,  depending  on  whether  the  action  is  for  breach  of  contract 
or  for  tort;  and  therefore  plaintiff  cannot  recover  the  difference 
between  the  contract  price  of  the  cattle  which  he  was  prevented 
from  buying  and  the  price  at  which  he  could  have  resold  them 
after  pasturing  them  without  proof  that  he  could  not  have  pur- 
chased other  cattle  in  the  open  market. — Cornell  vs.  Western 
Union  Telegraph  Co.,  199  Pac.  Rept,  p.  1087. 
Evidence  Held  Not  to  Establish  Measure  of  Damages  for  Delay: 

In  an  action  for  delay  in  delivering  a  telegram,  whereby 
plaintiff  was  prevented  from  exercising  an  option  to  purchase 
cattle,  evidence  that  at  the  time  and  place  the  cattle  in  question 
had  a  market  value  between  $25  and  $35  a  head  is  too  indefinite 
to  support  a  finding  as  to  damages,  especially  where  the  finding 
was  greater  than  the  damages,  if  the  larger  figure  as  to  market 
value  was  taken. — Ibid. 
Not  Liable  for  Delay  in  Delivering  Telegram  Offering  Loan  to 

Purchase  Cattle  Without  Proof  Cattle  Could   Not  Have  Been 

Purchased  After  Delivery: 

A  telegraph  company  is  not  liable  for  substantial  damages 
for  delay  in  the  delivery  of  a  telegram  offering  to  loan  plaintiff 
money  with  which  to  purchase  cattle  for  pasturing,  where  the 
evidence  showed  that  the  cattle  in  question  were  not  sold  to 
another  until  long  after  the  telegram  was  delivered,  and  did  not 
show  that  plaintiff  could  not  have  purchased  them  upon  receipt 
of  the  message. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Judgment    Against   Carrier,    Handling    Shipment    During    Federal 

Control,   Unauthorized: 

(Court  of  Civil  Appeals  of  Texas,  Austin.)  In  an  action  for 
injury  to  cattle  against  carrier  and  Director-General  of  Railroads, 
the  successor  to  the  Director-General  being  made  a  party  de- 
fendant, judgment  against  the  carrier  is  unauthorized,  where  at 
time  of  shipment  government  was  in  charge  of  railroad. — Gulf, 
C.  &  S.  F.  Ry.  Co.  et  al.  vs.  Bostick,  233  S.  W.  Rept.,  p.  112. 
Delivery  of  Cattle  Held  Shown  by  the  Evidence: 

In  action  for  injury  to  cattle  from  rough  handling  and  delay, 
evidence  held  sufficient  to  show  that  cattle  had  been  delivered 
to  the  carrier. — Ibid. 
Little   Evidence   Required  to  Sustain   Verdict,  Where   Defendant 

Offered  No  Evidence: 

Where  successor  to  Director-General   of  Railroads  claimed, 


on  appeal  from  judgment  for  plaintiff  in  action  for  delay  and 
negligent  handling  of  cattle,  that  there  was  no  evidence  that 
carrier  received  the  cattle,  but  the  fact,  easily  disproved,  was  not 
disproved,  little  evidence  is  required  to  uphold  the  verdict  and 
judgment. — Ibid. 

Failure  of  Proof  as  to  Coparty  Immaterial  on  Other  Party's  Ap- 
peal: 

Where,  on  appeal  from  judgment  against  carrier  and  suc- 
cessor to  Director-General  of  Railroads,  judgment  is  rendered 
on  confession  of  error  that  plaintiff  take  nothing  by  his  suit 
against  the  carrier,  it  is  immaterial  whether  the  particular  car- 
rier sued  carried  the  goods  between  the  places  alleged,  all  the 
roads  between  such  places  being  within  the  control  of  the  gov- 
ernment.— Ibid. 
Judicial  Notice  Taken  of  Government  Control  of  Railroads: 

Judicial  notice  will  be  taken  that  Walker  D.  Hines,  as  Di- 
rector-General  of  Railroads,   had   control   of  all   railroads   from 
Fort  Worth  to  Temple   and   from  Temple   to  Lampasas   in   the 
state  of  Texas. — Ibid. 
Judicial   Notice  Taken  of  Common  Knowledge: 

The  court  will  take  judicial  cognizance  of  facts  that  may  be 
regarded  as  forming  part  of  the  common  knowledge  of  every 
person  in  the  community  of  ordinary  understanding  and  intel- 
ligence, as  the  court  is  presumed  to  know  that  everybody  in  that 
community  of  ordinary  intelligence  and  information  ought  to 
know. — Ibid. 

Failure  to  Separate  Damages  in  Suit  for  Delay  and  Rough  Han- 
dling of  Cattle  Fatal  Where  No  Evidence  of  Delay: 
In  an  action  against  the  successor  to  the  Director-General 
of  Railroads  for  damages  to  cattle,  occasioned  by  delay  and  rough 
handling,  in  which  there  was  no  evidence  of  delay,  judgmeni 
against  the  successor  cannot  be  sustained,  where  the  jury  an- 
swered "Yes"  to  special  issue  whether  cattle  were  damaged  by 
negligence,  either  by  delay  or  rough  handling,  or  both,  and  then 
found  one  sum  as  damages,  and  judgment  was  entered,  making 
a  joint  and  several  liability  as  to  such  sum. — Ibid. 


COAL  PRODUCTION  REPORT 

The   Traffic    World    Washington   Bureau 

"Production  of  soft  coal  showed  a  decided  improvement  dur- 
ing the  week  ended  September  17,  and  for  the  first  time  since 
early  in  June  passed  the  8,000,000-ton  mark,"  the  Geological  Sur- 
vey said  in  its  report  this  week  on  coal  production.  "The  total 
output,  including  lignite,  coal  coked  at  the  mine,  and  mine  fuel, 
is  estimated  at  8,139,000  net  tons.  In  comparison  with  the  week 
ended  September  3,  the  most  recent  week  of  full  time  production, 
this  was  an  increase  of  533,000  tons,  or  slightly  over  7  per  cent. 

"Preliminary  reports  indicate  that  loadings  on  Monday  and 
Tuesday  of  the  week,  September  19-24,  totaled  57,465  cars.  When 
compared  with  the  first  two  days  of  the  week  preceding,  this 
was  an  increase  of  2,042  cars,  and  points  to  further  improvement 
in  production. 

"The  export  trade  from  Hampton  Roads  showed  little  change 
in  the  week  ended  September  17.  Owing  to  the  increase  to 
38,057  tons  in  the  tonnage  for  foreign  bunkers,  total  dumpings 
increased  to  73,989  net  tons.  The  total  dumped  for  export  de- 
creased from  36,014  tons  to  35,932  tons.  The  depth  of  the  present 
depression  in  export  trade  is  seen  in  the  fact  that  at  the  present 
time  the  overseas  movement  is  but  16.5  per  cent  of  the  weekly 
average  in  June. 

"The  all-rail  movement  to  New  England  recovered  after 
Labor  Day  week  but  was  less  than  in  the  week  ended  September 
!'..  American  Railway  Association  reports  show  that  2,187  cars 
of  anthracite  and  2,530  cars  of  bituminous  coal  were  forwarded 
over  the  Hudson,  against  2,436  and  5,824  cars,  respectively,  in 
the  corresponding  week  last  year. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  recovered 
but  little  from  the  depression  of  Labor  Day  week.  Total  dump- 
ings, as  reported  by  the  Ore  and  Coal  Exchange,  was  476,390 
net  tons,  a  decrease  when  compared  with  the  week  ended  Septem- 
ber 4  of  111,734  tons.  Of  the  total  dumped,  454,634  tons  were 
cargo  coal  and  21,756  tons  vessel  fuel.  Total  dumpings  in  the 
corresponding  week  of  1920  were  1,012,124  tons. 

"The  cumulative  lake  movement  for  the  season  stands  at 
17,669,670  net  tons  and  is  nearly  three  and  three-quarter  million 
tons  ahead  of  1920,  and  186,580  tons  ahead  of  1919.  Compared 
with  1918,  however,  1921  is  over  two  and  a  half  million  tons 
behind." 


CALIFORNIA    RAILROAD    EXTENSION 

Application  for  a  certificate  of  public  convenience  and  ne- 
cessity authorizing  it  to  make  extensions  to  its  Santa  Ana  branch 
in  Orange  county,  California,  has  been  made  to  the  Commission 
by  the  Los  Angeles  &  Salt  Lake  Railroad  Company.  One  opera- 
tion for  which  the  company  asks  approval  is  the  completion  ol 
the  Santa  Ana  branch  by  extending  it  from  La  Habra  to  Tustin, 
Calif.,  a  distance  of  21.8  miles.  The  other  extension  proposed 
will  be  14  miles  in  length  and  begun  at  the  southern  terminus 
of  the  Santa  Ana  branch.  The  company  asks  authority  to  retain 
the  excess  earnings  on  the  operation  of  the  extensions  for  ten 
years. 
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ARTHUR  THE  KANSAS  CITY  SOUTHERN 

RAILWAY 


PORT 
ARTHUR 
ROUTE 


THREE  FAST  MANIFEST  TRAINS 


LEAVE  KANSAS  CITY 


6  O'Clock  P.  M. 

Carloads  Texarkana  and  South  Only 


9  O'Clock  P.  M. 

Package  Cars  Fort  Smith  and  North, 
and  Loads  Texarkana  and  South 

ARRIVING  AT: 


10:30  O'Clock  P.  M. 

Loads  for  all  Points 


Pittsburg,  Kansas 4:55  A  M  Next  Day 

Joplin,  Missouri 7:00  A  M  Next  Day 

Neosho,  Missouri 

Fort  Smith,  Arkansas 


Dallas,  Texas 

Fort  Worth,  Texas 


8:00  A  M  Next  Day 
7:30  P  M  Next  Day 
Port  Arthur,  Texas 
4:25  A  M  Third  Day 
7:00  A  M  Third  Day 

Houston,  Texas    

Galveston,  Texas 

New  Orleans,  La 


Texarkana,  Texas 

Shreveport,  La 

Lake  Charles,  La 

Beaumont,  Texas 

10:15  A  M  Third  Day 
Waco,  Texas 

El  Paso,  Texas 

6:45  AM  Third  Day 
.    5:00  A  M  Fourth  Day 
.    8:OOPM  Third  Day 


4:00  A  M  Second  Day 
7:00  A  M  Second  Day 
8:00  A  M  Third  Day 
8:45  A  M  Third  Day 

6:00  A  M  Third  Day 
8:00  A  M  Fifth  Day 


Direct  Connections  at  Kansas  City  with  all  lines  reaching  Kansas  City. 

We  operate  32    switch    engines    in     Kansas    City    insuring    prompt   forwarding    of    all 

traffic  same  day  received. 

CUT  THIS  OUT  for  ready  reference  in  routing  your  traffic. 


H.  A.  WEAVER,  G.  F.  A. 

Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice  President 
Kansas  City,  Mo. 
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You  will  want  this  new  circular  which  will  cancel 
Tariff  Circular  No.  18  A,  and  Supplements  thereto, 
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THE     TRAFFIC     WORLD 


Vol.  XXVIII,  No.  14 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


HENRY  FORD  AND  HIS  RAILROAD 

Editor  The  Traffic  World: 

The  inference  to  be  drawn  from  your  numerous  articles  rela- 
tive to  Henry  Ford  and  his  railroad  is  that  if  it  were  not  for 
the  increased  tonnage  which  he,  as  a  shipper,  is  in  position  to 
throw  to  this  road  the  old  D.  T.  &  I.  would  remain  what  it 
always  has  been. 

I  can  remember  not  so  very  long  ago  when  all  of  our  rail- 
roads had  more  tonnage  than  they  could  possibly  handle. 

P.  E.  Dunham,  President, 
Toledo  Distributing  and  Forwarding  Co. 

Toledo,  Ohio,  September  22,  1921. 


Mr.  Dunham  draws  the  correct  inference  from  what  we  have  had 
to  say.  We  regret  that  we  are  not  able  to  draw  a  correct  or  any  infer- 
ence from  what  he  says  in  the  second  paragraph  of  his  letter. — Editor 
The  Traffic  World. 


Editor  The  Traffic  World: 

In  the  August  21  issue  of  the  Buffalo  Sunday  Courier  there 
was  an  article  by  Richard  Lee,  purporting  to  be  an  interview 
with  Henry  Ford  in  connection  with  his  acquisition  of  the  D.  T. 
&  I.  Railroad  under  a  large  type  caption,  "Henry  Ford  Tells 
How  He  Has  Rejuvenated  D.  T.  &  I.  Ry.,  Before  Bankrupt." 
The  article  has  no  doubt  conveyed  to  the  public  the  idea  that  If 
a  man,  even  of  Mr.  Ford's  business  ability,  but  with  no  practical 
railroad  experience,  can  acquire  a  bankrupt  road  and  operate 
it  profitably  within  such  a  short  time,  there  is  surely  something 
lacking  in  the  executives  of  other  roads.  This  and  other  publi- 
cations certainly  emphasize  the  necessity  of  the  establishment 
of  a  railroad  educational  bureau  as  suggested  in  your  paper,  to 
publish  pertinent  facts  in  connection  with  transportation  mat- 
ters in  order  that  the  public  may  have  the  opportunity  to  view 
such  questions  from  both  sides,  and  thus  possibly  prevent  that 
misconception  which  arouses  harmful  criticism. 

Mr.  Ford's  motive  in  assuming  control  of  the  D.  T.  &  I.  Ry. 
has  been  shown  in  a  convincing  manner  through  the  medium 
of  The  Traffic  World,  but,  unfortunately,  such  articles  are  not 
seen  by  the  general  public. 

In  acquiring  this  heretofore  bankrupt  railroad,  Wr.  Ford 
had  no  philanthropic  idea  of  benefiting  the  public,  but  saw  in 
the  venture  a  means  of  not  only  saving  money  for  his  other 
interests,  but  adding  materially  to  the  revenue  of  the  D.  T.  &  I. 
by  controlling  the  routing  on  inbound  shipments  destined  to  the 
various  Ford  industries.  In  the  article  published  by  the  Buffalo 
Courier,  Mr.  Ford  is  quoted  as  saying  that  one  of  the  reasons  for 
the  successful  operation  of  his  railroad  is  the  application  of 
"horse  sense"  to  business.  Perhaps  he  is  right,  but  why  didn't 
he  use  some  of  the  same  horse  sense  in  the  earlier  days,  and 
give  the  D.  T.  &  I.  a  more  liberal  share  of  "his  business?  There 
is  nothing  remarkable  in  this  accomplishment  to  make  such  a 
fuss  about,  in  view  of  the  advantage  Mr.  Ford  gained  immediately 
on  taking  over  this  railroad.  A  child  gives  a  stray  dog  a  bone 
and  renews  its  life- — an  act  of  sympathy  and  of  benefit  to  the 
canine.  Mr.  Ford  feeds  the  D.  T.  &  I.  with  business,  and  re- 
news its  life,  but  with  a  totally  different  motive,  because  he 
bought  the  road  and  expects  to  gain  by  its  operation.  Nobody 
disputes  his  right  to  do  so,  but  why  is  he  not  honest  about  the 
deal,  instead  of  attacking  the  methods  of  other  railroad  officials, 
and  at  the  same  time  assuming  the  attitude  of  a  miracle  man 
and  idealist? 

Niagara  Falls,  N.  Y.,  September  21,  1921.          B.  Scrivener. 


WHY  A  MERCHANT  MARINE 

Editor  The  Traffic  World: 

My  attention  has  been  called  to  an  editorial  which  appeared 
in  The  Traffic  World,  dated  July  23,  1921.  It  lacks  the  spirit 
of  the  "fathers"  who,  in  building,  sought  not  only  to  make  an 
asylum  for  those  suffering  religious  oppression  but,  as  well,  to 
establish  and  perpetuate  economic  freedcm.  One  need  not 
dilate  at  length  up6n  the  well-recognized  truth,  that  the  Declara- 
tion of  Independence  breathed  the  spirit  of  economic  independ- 
ence from  its  immortal  first  sentence  to  the  last. 

You  ask:  "Is  there  anything  sacred  in  the  doctrine  of  an 
American  merchant  marine  or  any  lack  of  patriotism  in  being 
opposed  to  such  an  institution  as  an  economic  extravagance?" 

Emphatically!  Such  opposition  is  unpatriotic!  America  is 
for  Americans.  Our  progress  and  economic  freedom  are  de- 
pendent upon  our  independence  of  the  vessels  of  commercial 
rivals.  The  rise  and  fall  of  our  early  merchant  marine;  our 


surrender  to  Great  Britain,  whereby  "Britannia  rules  the  waves." 
and  has  dictated  our  commerce — these  things  are  humiliating, 
harmful  and  evidences  of  servility. 

"Can  an  American  merchant  marine  be  maintained  without 
what  amounts  to  subsidy  and  the  taxation  of  the  public?" 

Possibly  not.  But,  why  stress  "subsidy"  in  this  case?  If 
subsidies  are  required  to  build  up  our  shipping,  thus  enabling 
us  to  dictate  our  policies  and  establish  and  hold  a  leading  place 
in  the  world  markets,  by  all  means  let  us  subsidize.  Do  not 
become  solicitous  about  "the  public."  I  hold  a  brief  for  it. 
Do  you? 

What  built  our  transcontinental  railroads?  Subsidies.  Our 
"infant  industries?  Tariff  subsidies.  The  Panama  Canal?  Sub- 
sidy. What  supplies  crutches  for  our  crippled  railroads?  Sub- 
sidies. What  should  be  the  attitude  of  America  in  dealing  with 
our  struggling  merchant  marine?  Subsidize,  if  necessary. 

Why  discriminate  against  this  most  important  factor  in  our 
commerce?  To  surrender  our  ocean  carrying  facilities  to  Great 
Britain  once  more  because  our  vessels  cannot  at  once  function 
efficiently  and  come  into  independent  control  of  our  commerce, 
is  unthinkable!  Why  should  America  decline  to  protect  its  peo- 
ple and  permit  our  trade  to  continue  under  the  dominance  of  • 
other  countries? 

Recent  lessons  of  the  great  war  must  not  be  forgotten.  Dur- 
ing that  trying  time  we  meekly  assumed  the  "yoke"  and  abided 
the  pleasure  of  Europe  in  the  allotment  of  bottoms  for  our 
transcendent  needs.  This  must  not  be  permitted  to  again  occur, 

Realize,  please,  our  merchant  marine  is  a  part  of  our  na- 
tional defense,  of  paramount  importance.  Without  its  controlling 
influence  in  the  time  to  come,  our  navy  may  be  helpless  in 
event  of  a  war  of  proportions.  The  present  status  of  our 
merchant  marine  affairs,  involving  vast  waste  incurred  during 
the  period  of  actual  hostilities,  is  due  almost  wholly  to  the  un- 
fortunate dictum  of  America:  "Let  the  foreign  ships  have  the 
business." 

The  LaFollette  seaman's  law  is  not  sacred.  Modify  it,  if 
necessary;  carry  out  its  present  requirements,  if  expedient,  at 
any  price.  The  cost  is  of  small  importance  compared  to  the  end 
to  be  attained.  If  hundreds  of  millions  may  annually  be  spent 
to  construct  and  operate  our  war  vessels,  surely  the  most 
effective  arm  of  the  navy,  our  merchant  marine,  has  full  right 
to  demand  its  share  in  the  reckoning. 

Concerning  subsidies,  you  write:  "Are  we  ready  for  it  (sub- 
sidy) with  ocean  carriers?  It  might  be  necessary  with  our  rail 
carriers,  if  private  ownership  should  fail  to  function,  for  we 
must  have  rail  transportation.  But  do  we  need  it  in  ocean 
transportation?  Even  though  private  ownership  may  cease  to 
function— or,  rather,  fail  to  begin  to  function— we  still  have  the 
foreign  bottoms." 

The  railroads  and  British  merchant  marine  back  of  the  effort 
to  scuttle  our  ships  and  destroy  our  independence  in  commerce 
shall  not  be  permitted  to  get  away  with  their  scheme  without 
protest  and  vigorous  action  on  the  part  of  the  sovereign  people. 
unwilling  to  remain  in  the  position  of  commercial  second  or 
third  raters. 

Cincinnati,  Ohio,  September  23,  1921.          William  Carter. 


THE  EVOLUTION  OF  TRAFFIC 

Editor  The  Traffic  World: 

Extreme  specialization  of  labor  has  become  characteristic  of 
America,  This  specialization  is  to  be  found  existing  between 
sections  of  the  country,  in  the  various  occupations,  and  even  In 
divisions  of  tasks  within  industries.  No  section  of  the  country 
produces  all  that  it  consumes  and  the  "jack-of-all-trades"  has 
given  way  to  the  skilled  mechanic  and  the  trained  executive. 

The  New  England  states  are  engaged  primarily  in  the  manu- 
facture of  cotton  and  woolen  goods,  boots  and  shoes,  tools  and 
paper.  The  southwestern  states  raise  cattle,  sheep  and  horses 
and  engage  in  mining.  In  the  northwest  are  to  be  found  the 
great  lumber  camps  and  fisheries.  The  South  produces  cotton, 
tobacco,  lumber  and  sugar.  The  central  West  is  primarily  an 
agricultural  section.  In  the  United  States  each  section  is  pro' 
ducing  that  for  which  it  is  best  suited. 

This  geographical  division  of  labor  and  the  great  variety  of 
production  distributed  generously  over  the  country  have  become 
possible  only  through  the  development  of  rapid  transportation 
facilities — particularly  railroads. 

Without  railroads   America,   for   the  most  part,  would  still 
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Hamburg-American  Line 
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NEW  YORK  TO  HAMBURG 

S.S.  *OREGONIAN     Oct.     1 

S.S.  +BAYERN     Oct.     6 

S.S.  'MOUNT    CLINTON     Oct.  13 

S.S.  MYSTIC     Oct.  15 
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S.S.  'MOUNT  CLAY  Oct.  27 

S.S.  SUDBURY Oct.  29 

•Carries    third-class    passengers.     {Cabin    and    third-class    pas. 

senders.     JVia    Boston. 
LOADING  PIER  86,  NORTH  RIVER 

PHILADELPHIA   TO   HAMBURG  AND  BREMEN 

S.S.  CALLISTO    (Hamburg   only,   via    Baltimore) Oct.  18 

S.S.  MOUNT  SEWARD   (via  Baltimore  and  Norfolk) ...  Nov.  16 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.  OREGONIAN   (Hamburg  only) ,    . .  .Oct.     4 

S.S.  CLARKSBURG    (via  Baltimore  and   Norfolk) Nor.     1 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  DEUTSCHFELD    (via   Norfolk) Oct.    8 

S.S.  CALLISTO    (Hamburg  only) Oct.  26 

S.S.  CLARKSBURG    (via    Norfolk) Nov.  10 

NORFOLK  AND  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

S.S.  DEUTSCHFELD    , Oct.  12 

NEW  ORLEANS  TO  HAMBURG 

S.S.  HAVELLAND l«t  half  Oct. 

S.S.  SACHSENWALD     2nd  half  Oct. 
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and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penan?,    Belawan-Deli,    Port    Swettenham.    Singapore,    Batavia, 
Samarang,   Soerabaya 
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be  a  wilderness.  As  a  matter  of  fact,  we  all  have  become  so 
dependent  on  railroads  that,  if  they  were  suddenly  to  stop  op- 
eration, famine  and  panic  would  soon  spread  over  the  land. 
The  mills  would  close,  labor  would  decay,  and  capital  would  be 
crushed.  Railroads  are  as  necessary  to  the  life  of  this  nation 
as  is  air  to  the  individual. 

In  the  early  days  we  find  the  American  colonies  trading  with 
one  another  by  means  of  coastwise  shipping.  Overland  hauling 
in  wagons  and  coaches  or  on  backs  of  animals  was  almost  im- 
possible because  of  long  distances  between  trading  points  and 
inaccessible  roads.  The  Allegheny  Mountains  presented  an  in- 
surmountable barrier  to  western  trade.  In  those  days  western 
Pennsylvania  was  a  wheat-raising  community.  It  cost  too  much 
to  transport  wheat  east  over  the  Allegheny  Mountains,  so  the 
Pennsylvania  farmer  turned  it  into  whisky,  which  could  stand 
the  cost  of  transportation.  Everything  went  well  until  the  gov- 
ernment levied  a  tax  on  whisky.  Western  Pennsylvania  farmers 
objected  strenuously  and  finally  rebelled.  This  was  known  as 
the  "whisky  rebellion." 

In  1807  the  National  Pike,  fathered  by  Albeit  Gallatin,  was 
started.  It  was  to  run  from  Washington,  D.  C.,  through  Cum- 
berland Gap  to  the  Mississippi  River.  Extending  over  a  period 
of  36  years  and  at  a  cost  of  $10,000,000,  the  National  Pike  had 
been  constructed  through  Uniontown,  Zanesville,  Columbus,  In- 
dianapolis, and  was  on  its  way  to  Jefferson  City,  Mo.,  when  the 
project  was  abandoned.  Steamboats  and  railroads  had  by  1843 
demonstrated  their  practical  utility  as  means  of  transportation 
and,  in  the  enthusiasm  that  followed,  the  National  Pike  was 
forgotten. 

Fulton  invented  the  steamboat  in  1807,  the  same  year  the 
National  Pike  was  begun.  Four  years  after  its  invention  the 
steamboat  was  introduced  on  the  Ohio  River,  affording  water 
transportation  from  points  west  of  the  Allegheny  Mountains  to 
New  Orleans.  So  tremendous  was  the  transportation  over  this 
waterway  that  by  1860  New  Orleans  became  the  fourth  seaport 
of  the  world,  the  order  being  as  follows:  London,  Liverpool. 
New  York  and  New  Orleans. 

Following  the  invention  of  the  steamboat,  De  Witt  Clinton, 
governor  of  New  York,  devised  the  Erie  Canal,  which  was  to 
form  a  connecting  link  between  the  East  and  the  West.  It 
joined  the  Great  Lakes  at  Buffalo  with  the  Hudson  River  at 
Waterford,  above  Troy.  The  canal  was  started  in  1817  and 
was  completed  in  1825  at  a  cost  of  $5,700,000.  By  1850  the  canal 
tolls  netted  an  annual  revenue  of  $3,500,000.  Soon  after  the 
completion  of  the  canal  New  York  displaced  Philadelphia  as 
the  first  port  of  the  country. 

The  building  of  the  Erie  Canal  stimulated  canal  construction 
throughout  the  middle  West.  The  state  and  federal  govern- 
ments aided  financially  and  by  making  large  land  grants.  The 
Illinois  and  Michigan  Canal,  running  from  Chicago  to  the  Mis- 
sissippi River,  benefited  by  government  assistance.  The  panic 
of  1837  halted  canal  construction  and  before  the  country  regained 
its  financial  equilibrium  railroads  had  demonstrated  their  su- 
periority over  waterways  and  canal  construction  was  dead. 

Railroad  transportation  in  America — and,  for  that  matter,  the 
world — dates  back  to  1829,  when  George  Stephenson  placed  a 
stationary  engine  on  wheels,  and  thus  came  into  existence  the 
first  steam  locomotive.  He  called  it  the  "Rocket"  and  on  its 
initial  trip  it  is  credited  with  having  made  29  miles  an  hour. 

The  first  railroad  to  be  constructed  was  the  Baltimore  & 
Ohio  and  by  1830  it  was  operating  thirteen  miles  of  road.  In 
1850  there  were  9,000  miles  of  railroad  in  operation.  Chicago 
at  that  time  was  a  town  of  30,000  population.  Ten  years  later, 
when  the  Civil  War  was  declared,  Chicago  had  been  reached 
by  the  Baltimore  &  Ohio,  the  Pennsylvania,  and  the  Lake  Shore 
&  Michigan  Southern  of  the  New  York  Central  lines.  Chicago 
was  also  connected  with  the  Mississippi  River  by  the  Burlington, 
the  Alton,  and  the  Rock  Island  roads  and  with  the  Missouri 
River  by  the  Hannibal  &  St.  Joe  Railroad.  In  1860  there  were 
30,600  miles  of  railroad  in  the  United  States. 

Railroads  at  first  were  used  merely  as  "feeders"  for  the 
waterways.  Then  railroads  began  to  parallel  water  routes.  It 
was  not  expected,  however  that  railroads  would  ever  compete 
with  water  routes  for  freight  transportation.  Philosophizing  on 
transportation  possibilities  in  America,  Albert  Chevalier,  a 
Frenchman,  remarked:  "Merchants  for  railways;  merchandise 
for  waterways." 

Railroads  were  not  long  in  demonstrating  their  superiority 
over  waterways,  as  carriers  of  both  passengers  and  freight.  As 
a  result,  waterways  were  seriously  crippled.  Had  the  invention 
of  the  steam  locomotive  been  delayed  a  quarter  of  a  century  it 
is  quite  possible  that  America  would  today  be  enjoying  the 
benefits  of  a  splendid  inland  waterways  system.  There  is  con- 
stant agitation  for  the  development  of  our  inland  waterways  and 
some  day  the  Mississippi,  the  Missouri,  and  the  Ohio  rivers  may 
become  as  important,  waterways  as  the  Rhine  River  in  Germany. 
The  Civil  War  interrupted  railroad  construction,  but  by  1865 
it  was  resumed  with  greater  vigor.  In  1867  the  Union  Pacific 
began  its  transcontinental  line  from  the  Missouri  River  to  the 
Pacific  coast.  Two  years  later  the  road  was  completed.  The 
government  was  decidedly  interested  in  the  construction  of  this, 


the  first  transcontinental  line,  and  it  rendered  material  assist- 
ance by  giving  to  the  road  $25,000  a  mile  and  an  immense  granl 
of  land  amounting  to  more  than  30,000,000  acres.  Before  the 
completion  of  this  road  the  people  of  California  and  other  west- 
ern states  found  it  more  convenient  and  quicker  to  trade  with 
asia  and  Europe  than  with  parts  of  its  own  country,  as  Chicago, 
New  Orleans  and  New  York.  The  only  means  of  transportation 
from  these  cities  to  the  Pacific  coast  states  was  by  boat  around 
Cape  Horn.  This,  together  with  other  causes,  discouraged  the 
people  of  these  western  states  and  they  were  seriously  consid- 
ering an  independent  existence  or  an  alliance  with  Canada.  All 
secession  talk  ended  with  the  completion  of  the  Union  Pacific 
road. 

The  Union  Pacific  road  was  not  the  only  one  to  recci\c 
assistance  from  state  and  federal  governments.  By  1870  the 
federal  government  had  granted  155,000,000  acres  of  land  to  the 
railroads  and  there  had  been  issued  $185,000,000  of  county  and 
municipal  bonds  to  assist  railroad  construction. 

The  construction  of  the  so-called  "granger  roads"  wesi  of 
Chicago  began  about  1870.  These  roads  have  made  Chicago  the 
greatest  grain  market  in  the  world. 

By  1880  there  were  four  transcontinental  railroads  in  the 
United  States— the  Union  Pacific,  the  Santa  Fe,  the  Southern 
Pacific,  and  the  Northern  Pacific.  There  are  in  the  United 
States  today  more  than  260,000  miles  of  railroad,  not  including 
double  track  and  switching. 

With  this  great  network  of  railroad,  commodities  and  pas- 
sengers can  be  transported  from  one  point  to  another  in  a  re- 
markably short  space  of  time.  The  making  of  freight  rates  has 
been  exceedingly  complicated  in  the  past  by  charges  of  dis- 
crimination against  the  railroads.  The  public  has  been  interested 
in  securing  not  only  reasonable  rates  but  rates  that  are  non- 
discriminatory.  It  is  important  that  a  shipper  get  the  s; 
rate  as  his  competitor.  Otherwise  he  would  soon  be  driven  out 
of  business.  Freight  rates  not  only  influence  the  volume  of 
the  farmers'  earnings,  but  also  determine  the  very  life  of  the 
business  man.  It  is,  therefore,  of  vital  interest  that  every  ship- 
per understand  transportation,  at  least  in  a  general  way 

Chicago,  Sept.   28,  1921.  w.  A.  Dunnett. 


GUARANTY  FOR  REFRIGERATOR  CO.  ! 

The  Traffic   World   Washington  Bureau 

Argument  was  made  before  the  Commission,  September  26, 
by  William  G.  Wheeler,  of  Carmalt,  Hagerty  &  Wheeler,  counsel 
for  the  Chicago,  New  York  &  Boston  Refrigerator  Company,  on 
the  question  of  whether  or  not  the  refrigerator  company,  which 
was  under  federal  control,  is  entitled  to  the  benefits  of  the  guar- 
anty under  section  209  of  the  transportation  act.  No  other  attor- 
neys appeared. 

Mr.  Wheeler  said  the  company  confidently  believed  that 
section  209  was  intended  to  put  within  the  guaranty  contained 
in  that  section  all  railroad  activities  and  all  combined  railroad 
and  water  activities  taken  under  federal  control,  and  in  addition 
the  so-called  short  lines.  It  is  inconceivable,  said  he,  that  the 
Congress  would  extend  the  guaranty  to  the  short  lines  and  deny 
it  to  a  car  line  under  federal  control. 

The  activities  of  the  claimant  were  reviewed  by  Mr.  Wheeler, 
who  said  the  company  controlled  about  1,100  refrigerator  cars. 
of  which  it  owned  740.  He  said  the  company  issued  bills  of 
lading,  adjusted  and  paid  loss  and  damage  claims  and  that  there 
was  no  element  lacking  to  make  it  a  common  carrier.  In  reply 
to  questions  by  members  of  the  Commission,  he  said  the  com- 
pany did  not  file  tariffs  with  the  Commission  or  file  annual 
reports.  He  said  the  company  should  have  filed  annual  repo 
but  that  the  fact  that  it  had  not  could  not  affect  its  status  under 
the  law  and  specifically  under  section  209. 

"It  is  submitted,"  said  he,  "that  the  Chicago,  New  York  A 
Boston  Refrigerator  Company  is  well  within  the  definition  of  a 
common  carrier.  Suppose  in  Chicago,  where  it  has  its  headquar- 
ters, it  were  tendered  a  carload  of  refrigerated  freight  upon  terras 
under  which  it  usually  carried  and  for  shipment  upon  lines  o 
which  it  usually  transported.  Can  there  be  any  doubt  about  the 
liability  of  the  company  for  any  damages  suffered  consequent  upon 
its  refusal  to  carry?  If  it  is  liable  for  these  damages,  it  is  be- 
cause it  is  a  common  carrier  and  has  held  itself  out  as  such  and 
that  the  public  has  a  right  to  rely  upon  the  service  thus  offered." 

Counsel   further   contended   that   as   a   "carrier"   alone,  pro-  | 
vided  it  be  a  carrier  by  railroad,  the  company  was  entitled  t" 
the   benefit   of   the  guaranty   section. 

In  support  of  the  claim  that  the  company  is  "a  carrier  li 
railroad,"   Mr.  Wheeler  said   the  company   certainly   carried  i! 
traffic  by  railroad  and  employed  no  other  method  of  transporta- 
tion.    He  said  the  transportation  act  was  passed  for  the  pun1 
of    dealing    comprehensively   with    all    matters    growing    out   of 
federal  control  or  connected  therewith  and  that  its  language  must 
be   applied   generally   unless   there   was   unmistakable   evidence  j 
that  the  meaning  was  to  be  narrowed. 

"Analyzing   paragraph   1    (a)    of  section   209,"   said  he,  " 
find  that  the  carriage  may  be  by  railroad  or  partly  by  railroad 
and   partly   by   water.     We   find    that   the   property   taken   und< 
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your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
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Write  for  Free  Illustrated  Booklet 
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IKT.M  in  i  that  otherwise  would  be  reji" 

mv«?».im.t !?¥>•«/     CI/CTITIM       "f  r"r  lln«™  prevent  leakage 
KENNEDY     SYSItM        ,„    transit    nml    afford    sani- 
tary protection  to  bulk  shipments  and  food  stuffs, 
w.rw?   ...WTT      K«'iin<Mly    Car    I.lners    for   all    canes    of    bad 
Wt    MAKE,      cmlrr     cars,     consisting     of     full     Standard 
Liners,  Knd  Liners.   Doer  l.lm-ra.  Sanitary  and  Sand  Linen. 
««rw¥  w      VJ1IT    MAT       Kivo    lls   an   opportunity   to   submit 
WILL    YOU    INU1       full  ilrtiiMs  of  our  system  and  the 
low  cost  of  same?    We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &.  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Oiit. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Hate  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield  Sammi. 


Phono  Main  2210 


417  SOUTHERN  BUILDING 


No  Waiting  No  Writing  No  Telephone*  No  Tariff* 

"A  child  can  find  them" 

FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide.  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  US  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  BIdg. 
BOSTON,  MASS.,  732  Colonial  BIdg. 


—OFFICES- 
CHICAGO,  ILL.,   412  Standard   Tru.t  BIdg. 
DETROIT,  MICH.,  506  Carrick  Theater  BIdg. 


WASHINGTON,  D.  C.,  433  Munsey  BIdg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  BIdg. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


R.  R. 
R.  D. 
0.  E. 

QEO. 

B« 

N.  B. 
•.  W. 


General  Offices,  BALTIMORE,  MD. 

QOVIN,   President.  90  Weat  Street.  New  York. 

UPHAM.  First  Vice  President.  90  West  Street.  New  York. 

THURBER,  Second  Vice-President,  90  West  Street,  New  York. 

K.    LOWELL,    Third    Vice   President,    in   charge  of  Operation   and   Traffic, 

West  Street.  New  York. 

HERSLOFF,   Treasurer.  90  West  Street.  New  York. 

t.   WHITNEY,   Secretary,  90  West  Street.  New  York. 


THOMAS   KEARNY,    General   Solicitor.   90   Weit   Street.    New   York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 


New  York  Offices,  90  West  St.,  New  York 

E.   A.    FALL,   Freight   and  Traffic   Manager.    90   Wert    Street.   New   Tort 

I.    R.    DRANEY,    Assistant   Freight   and   Traffic   Manager.    96    \Veit    Street,    new 

York 
J.    COOKMAN    BOYD,    General    Counael.    Buildera1    Bxchange    BMg.,    Baltimore. 

Md 

C.  A.  KELLEY.  General  Auditor.  90  We«t  Street.  New  York. 
J.   P.   CONNOR,  Superintendent.   Wagneri  Point,  Baltimore,   Md. 


The  Chesapeake  A  Curtis  Bay  Ballroad  Co.,  having  Ita  terminal  at  deep  water.  Baltimore.  Md.,  ll  In  a  petition  to  receive  all  foreign  freight  deatlned  to  Inurlor 
jwrti  and  to  take  care  of  outgoing  freight  for  foreign  countries. 

Thia  company  maintaina  a  high  standard  of  sen-ice  in  the  handling  of  shipments  to  and  from  the  Industries  located  on  Ita  line.  The  territory  covered  by  this  railroad 
offers  superior  sites  for  the  location  of  Industries  of  every  description.  Flrma.  Individuals  and  corporations  contemplating  the  location  of  buslneaa  enterprise*  are  Invited  to 
correspond  with  Samuel  J.  Nathan,  90  West  Street,  New  York  City.  Maps  and  full  Information  concerning  available  property  will  be  promptly  furnished. 

Mileage  at   present  operated.   T  miles:  additional  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  ports. 

Sxceptlonal   location  for  plants  desiring  tidewater  delivery. 

CONNECTIONS—  At  Clinton  Street  with  the  Pennsylvania  Railroad  via  Boat  at  Wagners  Point,  0.  A  ('.  H.  R.  B.  to  Curtis  Bay.  At  Port  Covlngton  with  the  WMUrB 
Maryland  via  float  to  Wagners  Point.  C.  *  C.  B.  R.  B.  to  Curtis  Bay.  With  the  Baltimore  *  Ohio  Bewail  Branch  at  Wagners  Point.  Through  connections  via  taw 
routes  to  all  points  Bast.  West.  North  and  South.  Industries  located  on  our  line  have  the  advantage  of  flat  Baltimore  rat*.. 
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federal  control  may  be  either  a  railroad  or  system  of  transporta- 
tion. The  portion  of  that  paragraph  in  which  we  are  interested 
may  therefore  be  read  as  follows: 

The  terra  carrier  means  a  carrier  by  railroad  whose  railroad  is 
under  federal  control  at  the  time  federal  control  terminates;  or, 

The  term  carrier  means  a  carrier  by  railroad  whose  system  of 
transportation  is  under  federal  control  at  the  time  federal  control 
terminates. 

"A  system  of  transportation  under  the  definition  contained 
in  this  section  may  be  a  line  of  refrigerator  cars,  for  the  Pullman 
Company  owns  nothing  that  is  used  for  transportation  except 
a  large  number  of  sleeping  cars,  private  cars,  dining  cars  and 
the  like,  which  section  209  terms  a  'system  of  transportation,' 
and,  of  course,  it  is  no  more  a  system  of  transportation  than  a 
line  of  refrigerator  cars.  The  Pullman  Company's  cars  merely 
furnish  hotel  accommodations  on  the  railroad.  The  cars  of  the 
applicant  are  loaded  with  the  traffic  whjch  this  applicant  con- 
tracts with  the  public,  its  patrons,  to  carry  to  destination.  If 
the  Pullman  Company's  cars  are  a  'system  of  transportation' 
how  much  more  aptly  does  that  term  describe  the  car  line  of 
the  Chicago,  New  York  &  Boston  Refrigerator  Company.  We 
say,  therefore,  that  that  part  of  the  section  may  be  read  in  this 
matter  as  follows: 

The  term  carrier  means  a  carrier  by  railroad  whose  system  of 
refrigerator  cars  is  under  federal  control  at  the  time  fedeal  control 
terminates. 

"We  do  not  rest  on  that  conclusion,  however,  for  we  assert 
broadly  that  the  applicant  here  is  a  carrier  by  railroad.  It  can- 
not be  successfully  denied  that  the  applicant  is  a  common  carrier 
and  that  it  contracts  to  transport  by  railroad  certain  commodi- 
ties in  interstate  commerce.  It  does  not  transport  in  any  other 
way  than  by  railroad.  It  has  contracted  with  the  railroad  com- 
panies over  which  its  cars  move,  whereby  the  railroad  com- 
panies move  the  freight  and  the  car  in  which  it  is  contained  to 
the  destination  specified  in  the  bill  of  lading  issued  by  this  ap- 
plicant. The  railroad  then  in  that  regard  is  merely  the  agent 
of  the  car  line." 

Mr.  Wheeler  cited  Ford  vs.  American  Express  Co.,  203  111. 
Appeals  275,  wherein  it  was  held  that  "a  railroad  company  is  not 
a  common  carrier  of  the  traffic  of  an  express  company,  but  acts 
simply  as  its  agent." 

"What  the  agent  does,"  said  Mr.  Wheeler,  "he  does,  of 
course,  for  his  principal,  and  the  act  of  the  agent  is  therefore 
the  act  of  the  principal.  Upon  that  theory  the  applicant  is  lit- 
erally a  carrier  by  railroad." 

Reference  was  also  made  by  Mr.  Wheeler  to  the  fact  that  in 
section  15-a  of  the  act  to  regulate  commerce  it  was  stipulated 
that  "the  term  carrier  means  a  carrier  by  railroad  or  partly  by 
railroad  and  partly  by  water  within  the  continental  United 
States,  subject  to  this  act,  excluding  (a)  sleeping-car  companies 
and  express  companies.  *  *  *" 

"If  sleeping-car  companies  and  express  companies  are  not 
carriers  by  railroad  why  was  it  necessary  to  specifically  exclude 
them  in  section  15-a?"  asked  Mr.  Wheeler. 


OPERATION   OF   P.  W.  &  S. 

The  Commission  has  approved  and  authorized  the  execution 
of  a  new  contract  whereby  the  Boston  &  Albany  Railroad  Com- 
pany, through  its  lessee,  the  New  York  Central  Railroad  Com- 
pany, operates  the  line  of  the  Providence,  Webster  &  Spring- 
field Railroad  Company.  The  application  asking  approval  of  the 
contract  was  filed  by  the  New  York  Central.  The  Providence 
line  extends  from  Webster,  Mass.,  to  a  point  of  connection  with 
the  B.  &  A.  at  Webster  Junction,  Mass.,  a  distance  of  12.26 
miles.  It  was  operated  by.  the  B.  &  A.  from  1884  to  1900,  when 
the  New  York  Central  &  Hudson  River  acquired  control  of  the 
B.  &  A.  After  that  time  the  property  was  operated  by  the 
N.  Y.  C.  &  H.  R.  and  its  successor,  the  New  York  Central. 
Under  contract  of  May  1,  1907,  the  Providence  was  to  receive  25 
per  cent  of  the  gross  revenues  derived  from  the  operation  of 
the  property.  On  February  1,  1921,  a  new  agreement  was  en- 
tered into  under  which  the  Providence  will  get  25  per  cent  of 
the  gross  revenues,  with  the  limitation  that  the  payment  in  any 
one  year  shall  not  exceed  $15,000.  This  is  the  contract  which 
has  been  approved  by  the  Commission. 


C.  C.   C.  &  ST.   L.   BONDS 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  Com- 
pany has  been  authorized  by  the  Commission  to  issue  $811,000 
series  A,  and  $2,689,000,  series  B,  6  per  cent  refunding  and  im- 
provement mortgage  bonds  for  pledging  with  the  Director-Gen- 
eral of  Railroads  for  a  6  per  cent  promissory  demand  note  for 
$3,500,000  given  to  the  Director-General  by  the  company  in  pay- 
ment for  its  indebtedness  to  the  government  for  additions  and 
betterments  made  on  its  property  during  federal  control.  The 
bonds  may  not  be  sold  or  otherwise  disposed  of.  except  as  pro- 
vided in  the  order,  the  Commission  said. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Truffle  airrice  Corporation,  Colorado  Building,  Washington,  D.  C.  ' 

Recital  in  Bill  of  Lading  as  to  Condition  of  Goods — Effect  Thereof 

Missouri. — Question:  A  car  of  feed  was  consigned  from  a 
mill,  X,  in  city  South  A,  to  the  warehouse  of  another  mill,  Y, 
in  city  A — a  bill  of  lading  being  issued  by  B  railroad.  While 
car  of  feed  was  still  on  tracks  of  B  railroad  the  car  was  recon- 
signed  by  the  mill  Y  over  C  railroad,  a  new  bill  of  lading  being 
issued  by  railroad  C.  The  car  was  never  set  to  the  warehouse 
of  the  mill  Y,  its  original  destination.  Railroad  C  routes  ship- 
ment over  its  own  road  and  road  D  and  when  shipment  reached 
its  destination  it  was  damaged.  Y,  not  as  an  insurer,  but  be- 
cause of  negligence  in  furnishing  a  defective  car,  sued  C.  The 
evidence  on  the  part  of  Y  shows  that  the  feed  was  in  good  con- 
dition when  it  left  mill  X  and  the  evidence  of  Y  further  shows 
that  the  car  was  switched  by  a  local  terminal  railroad  from  X 
to  the  tracks  of  railroad  B  and  that  the  car  was  in  the  custody 
of  the  local  terminal  and  B  railroad  three  days  before  railroad 
C  took  custody  of  the  car.  The  evidence  further  shows  the 
same  seals  placed  at  point  of  original  shipment,  mill  X,  were 
intact  at  final  destination. 

We  regard  the  original  shipment  from  South  A  to  the  tracks 
of  railroad  B  as  a  distinct  movement,  since  a  new  bill  of  lading 
was  issued  by  a  different  road  at  the  time  of  reconsignment, 
and  there  is  no  evidence  to  show  that  road  B,  the  one  issuing 
the  first  bill  of  lading,  and  the  road  C,  the  one  sued,  are  connect- 
ing carriers. 

The  bill  of  lading  issued  by  railroad  company  C  says  goods 
are  received  "in  apparent  good  order,"  but  notwithstanding  this 
our  main  contention  is  that  sinjce  the  feed  was  loaded  at  mill  X 
and  shown  -then  in  good  condition,  the  presumption  prevails  that 
the  feed  was  in  good  condition  when  railroad  C  took  custody 
of  the  car.  Are  we  correct  in  this  presumption  and  can  you  give 
us  a  decision  or  decisions  in  point?  No  attempt  is  made  by  C 
to  rebut  the  presumption. 

Answer:  We  would  understand  from  the  above  that  mill  X 
is  located  on  the  local  terminal  railroad  and  that  the  car  in 
question  moved  on  a  switching  order  to  railroad  B,  which  latter 
road  issued  a  bill  of  lading  for  the  movement  to  mill  Y,  but  that 
before  the  car  was  actually  moved  by  road  B  a  new  bill  of 
lading  was  taken  out  with  road  C. 

In  view  of  your  statement  that  the  car  was  in  the  possession 
of  the  local  terminal  railroad  and  road  B  for  three  days,  we  do 
not  understand  your  statement  that  the  evidence  does  not  show 
roads  B  and  C  to  be  connecting  lines,  for  the  reason  that  a 
reconsignment  contemplates  a  through  movement  from  origin 
to  final  destination,  the  taking  out  of  a  new  bill  of  lading  for 
the  reconsignment  being  a  mere  incident  of  billing  and  not  de- 
terminative of  the  question  as  to  whether  a  reconsignment  or 
two  separate  shipments  were  made.  However,  inasmuch  as  it 
appears  that  road  B  had  actual  possession  of  the  car,  it  seems 
apparent  that  a  through  movement  was  effected. 

It  is  usual  to  insert  in  a  bill  of  lading  recitals  to  the  effect 
that  the  goods  were  received  in  good  condition  or  in  apparently 
good  condition.  This  clause  pertains  to  the  instrument  a 
receipt,  and  it  is,  of  course,  open  to  the  carrier  to  shou 
against  a  claim  that  the  goods  were  damaged  during  transporta- 
tion, that  the  damaged  condition  existed  at  the  time  of  the  re- 
ceipt of  the  goods,  but  was  not  apparent  on  inspection.  No  pre- 
sumption exists  that  the  goods  were  in  good  condition  when 
delivered  to  the  carrier.  The  presumption  arises,  however,  from 
the  fact  of  the  receipt  of  the  goods  by  the  carrier  without  ob- 
jection or  exception  noted  in  the  bill  of  lading  or  shipping  re- 
ceipt that,  so  far  as  the  condition  was  apparent  on  ordinary 
inspection,  the  goods  were  in  good  condition.  Sprotte  vs.  R.  C". 
(N.  J.),  101  Atl.  518;  Lusk  vs.  Nursery  Co.  (Okla.),  188  Pac.  ml. 
So,  where  the  bill  of  lading  recites  that  the  goods  were  received 
in  apparent  good  condition,  the  burden  of  proof  is  on  the  carrier 
to  show  they  were  not  in  good  condition  when  received.  Cen- 
tral of  Ga.  R.  Co.  vs.'  Dowe  (Ga.),  S.  E.  91;  Sprotte  vs.  R.  Co. 
(N.  J.),  101  Atl.  518;  Lusk  vs.  Nursery  Co.,  108  Pac.  104,  but 
see  Crunsten  vs.  R.  Co.,  165  N.  Y.  S.  996,  in  which  case  it  was 
held  that  when  goods  were  loaded  by  shipper  and  carrier  merely 
issued  uniform  bill  of  lading,  the  formal  declaration  of 
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TAGS 


For  nearly   three  decades.  The  Cani|' 
bell   Paper  Box  Co.  have  been  manu- 
facturing quality  shipping  tags  of  every 
size,    shape   and  description,     l^i    n* 
know  i/onr  requirements. 

Campbell  Paper  Box  Co. 

SOUTH  BEND,  INDIANA 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Buildln 


i     BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  freight  and   Passenger  §ervice 

S.S.  BUCKEYE  STATE,  sailing  October  8th 

S.S.  HAWKEYE  STATE,  sailing  last  half  of  November 

Sailing  from  Baltimore 

Rates  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  States  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

6  So.  Gay  St.  120  Market  Street  Caltle  &  Cook,  Ltd. 


NEW  ORLEANS-EUROPE 


Corunna,    Santander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from  New  Orleans 

S.  S.  Hollandia October  28th 

S.  S.  Zcrlandia November  1 1th 

S.  S.  Frisia December  2nd 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  te 

THE  STEELE  STEAMSHIP 
LINE,  INC.,  Agenli, 

630  Common  Slmt,     New  Orleini,  I  • 


'Ship  by  Water1 


via 


WILLIAMS  LINE 

Fait  Steel  Steamers  from 

New  York,   Philadelphia   and   Baltimore 

TO 

Los    Angeles,    San    Francisco,    Portland, 
Seattle   and   Tacoma 


Westbound  Williams  Steamship 


WILLHILO 
WILLSOLO 
WILLFARO 
WILLPOLO 


From 
New  York 

Oct.  11 
Oct.  29 
Nov.  12 
Dec.  3 


KENNECOTT  Dec.  22 


From 
Philadelphia 

Sept.  29 
Oct.  18 
Oct.  29 
Nov.  19 
Dec.  12 


From 
Baltimore 

Oct.  5 
Oct.  22 
Nov.  5 
Nov.  26 
Dec.  17 


WILLIAMS  STEAMSHIP  CO. 


NEW  YORK,  15  Moore  St. 
BALTIMORE,  Keyser  Bldg. 


PHILADELPHIA,  Drexel  Bldg. 
PITTSBURGH,  Oliver  Bldg. 


ROUTE  YOUR  CARGO  VIA 

Mobile  f  Gulf  p  or]  ?  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
HAMBURG  AND  BREMEN 

S.S.  "EASTERN    SUN" j  D"«    Mobile    Sept.    22nd.      Loading 

/  at    Mobile,    Gulfport   and    Pensacola 

S.S.  "COAHOMA  COUNTY"  or  Sub 

Due  Mobile  October  18th 
S.S.  WILD  WOOD"   or  Sub Due  Mobile  November  20th 

LIVERPOOL  AND  MANCHESTER 

A-l   STEAMER Due  late  September 

S.S.  "AFOUNDRIA"   or   Sub Due  Mobile  October  27th 

S.S.  "CLAVARACK"    or    Sub Due  Mobile  November  23rd 

LONDON  AND  HI  I.I. 
A-l  STEAMER Pint  half  October  loading 

LONDON 
S.S.  "MAIDEN  CREEK" Due  Mobile  November  4th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 
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in  apparent  good  order  does  not  impose  on  the  carrier  the  burden 
of  showing  the  contrary. 

Furthermore,  while  there  are  decisions  to  the  contrary,  the 
rule  is  that,  on  proof  of  the  delivery  to  the  first  carrier  in  good 
condition  and  receipt  by  the  terminal  carrier  without  objection, 
it  will  be  presumed  in  an  action  against  the  terminal  carrier 
that  the  goods  were  still  in  the  condition  in  which  they  were 
received  by  the  initial  carrier  and  if  they  are  injured  or  de- 
ficient in  quantity  the  burden  is  on  the  terminal  carrier  to  show 
that  such  loss  or  injury  did  not  result  from  any  cause  for  which 
it  was  responsible.  Keithley  vs.  Lusk,  190  Mo.  Ap.  458,  177  S.  W. 
756. 

A  connecting  carrier  is  not  bound  to  receive  and  transport 
cars  which  are  not  in  suitable  condition  for  further  transporta- 
tion. If  it  does  accept  defective  cars  for  transportation,  it  will 
be  liable  fof  loss  or  injury  to  the  shipment  sustained  by  reason 
of  such  defective  condition  and  it  cannot  relieve  itself  from 
damages  resulting  from  a  breach  of  its  duty  to  furnish  satis- 
factory and  suitable  cars  by  showing  that  it  carried  the  goods 
in  the  same  cars  in  which  it  received  them  from  the  connecting 
line.  Gibson  vs.  Little  Rock,  etc.,  R.  Co.  (Ark.).  124  S.  W.  1033; 
Blair  vs.  Wells  (la.),  135  N.  W.  615,  and  Shea  vs.  Chicago,  etc., 
R.  Co.  (Minn.),  68  N.  W.  608;  C.  C.  C.  &  St.  L.  Ry.  Co.  vs.  Louis- 
ville Tin  &  Stove  Co.,  Ill  S.  W.  358. 

Allowance  for  Stakes  Used  on   Flat  or  Gondola  Cars 

West  Virginia. — Question:  Occasionally  when  we  load  ship- 
ments of  lumber  on  flat  cars  at  our  mills  in  Ohio  and  Pennsyl- 
vania our  inspector  fails  to  request  allowance  for  stakes  in 
accordance  with  section  2  of  rule  30  of  the  Consolidated  Classi- 
fication, necessitating  the  filing  of.  claims.  In  certain  cases, 
however,  our  claims  of  this  nature  have  been  declined  on  the 
grounds  that  the  rule  above  referred  to  provides  for  the  inser- 
tion on  the  shipping  order  of  the  weight  of  the  material  used. 
Will  you  please  favor  us  with  an  expression  of  your  views  in 
this  connection,  and  also,  it'  possible,  cite  us  to  decisions  of  the 
Interstate  Commerce  Commission  in  similar  cases? 

Answer':  Inasmuch  as  under  the  provisions  of  the  classifi- 
cation rule  the  weight  allowance  is  to  be  based  on  the  actual 
weight,  the  shipper  is  charged,  thereunder,  with  the  duty  of  de- 
termining this  actual  weight,  as  in  order  to  show  this  weight 
on  the  shipping  order  it  must  be  ascertained  at  point  of  origin. 
No  doubt  the  conditions  under  which  forest  products  are  loaded 
are  often  such  as  to  make  it  practically  impossible  to  determine 
the  actual  weight,  and  in  such  cases,  if  not  in  all  instances,  the 
full  500  pounds  allowance  is  claimed  and  no  objection  is  made 
thereto  by  the  carriers.  Therefore,  while  as  a  practical  matter 
it  perhaps  does  not  make  any  great  difference  whether  or  not 
the  weight  of  the  material  used  is  specified  on  the  shipping  order, 
it  does  not  seem  to  be  an  unreasonable  requirement  that  the 
shipper  specify  the  weight  of  the  material  used,  in  order  to  show 
that  such  material  has  been  used  and  the  amount  thereof.  On 
the  other  hand,  if  the  shipper,  by  proper  proof,  can  show  that 
such  material  was  used  and  the  weight  thereof,  the  carrier  has 
the  evidence  on  which  to  make  an  allowance  it  would  have  had 
had  the  shipper  made  the  proper  notation  on  the  shipping  order. 

However,  what  appears  to  be  a  condition  precedent  to  the 
securing  of  the  allowance  under  the  tariff  provision  is  that  the 
weight  of  the  material  be  specified  on  the  shipping  order,  and 
therefore  it  would  seem  that  the  carrier  is  justified  in  refusing 
the  allowance  in  cases  where  the  shipper  does  not  make  the 
proper  notation  on  the  shipping  order. 

We  are  not  aware  of  any  opinion  of  the  Commission  cover- 
ing this  particular  question.  See,  however,  the  opinion  of  thn 
Commission  in  Maloney  Tank  Manufacturing  Co.  vs.  St.  L.  & 
S.  F.  R.  R.  Co.,  42  I.  C.  C.  605. 

Liability    of    Initial    Carrier  for    Loss    Occurring    on    Connecting 

Lines 

New  York. — A  ships  from  port  in  United  States  to  B  at  Y 
in  South  America,  by  ocean  carrier,  ordinary  cargo,  and  receives 
ocean  bill  of  lading  to  X  with  the  following  stipulation:  "To 
be  forwarded  to  Y  at  ship's  expense,  but  shipper's  risk,  and 
carried  subject  exclusively  to  conditions  of  the  carriers  com- 
pleting the  transit." 

If  shipment  suffers  loss  or  damage  through  pilferage  be- 
tween X  and  Y  on  lighter  or  steamer,  regardless  of  stipulation, 
is  the  ocean  carrier  who  issued  bill  of  lading  from  port  of  United 
States  to  X  liable  for  loss  between  X  and  Y? 

Answer:  In  the  absence  of  a  statute  providing  otherwise 
the  initial  carrier  may,  by  special  contract,  limit  its  liability  to 
loss  or  injury  occurring  on  its  own  line.  This  is  necessarily 
so  because  the  obligation  of  the  carrier  to  transport  beyond  the 
terminus  of  its  own  line  is  purely  a  matter  of  contract  and  not 
of  legal  duty.  10  Corpus  Juris,  529.  Under  the  Carmack  amend- 
ment to  the  act  to  regulate  commerce,  if  shipments  are  received 
for  through  transportation  and  delivery  beyond  its  line  by  the 
carrier,  any  stipulation  for  exemption  from  liability  for  loss  or 
injury  due  to  the  default  of  its  agents,  the  connecting  carriers. 
is  void  and  inoperative.  However,  in  the  instant  case  the  move- 
ment is  not  interstate,  within  the  meaning  of  the  Cummins 


amendment,  therefore  the  carrier  may  by  contract  limit  its  lia- 
bility to  loss  or  injury  occurring  on  its  own  line. 

In  Fairfield  vs.  Pac.  Coast  S.  S.  Co.,  84  Pac.  438,  it  was  held 
that  where  defendant  agreed  to  transport  plaintiff's  merchandise 
shipped  from  San  Francisco  to  Nome,  Alaska,  by  one  of  its 
steamers  from  San  Francisco  to  Seattle,  and  there  deliver  to 
some  connecting  carrier  or  forwarded,  and  delivery  was  made 
at  Seattle  to  a  connecting  carrier  for  shipment  to  destination, 
defendant  was  not  liable  for  default  of  such  connecting  carrier. 

In  Harding  et  al.  vs.  International  Navigation  Co.,  12  Fed. 
168,  where  a  carrier  operating  a  line  between  Antwerp  and 
Philadelphia  issued  a  through  bill  of  lading  from  Antwerp  to 
Boston,  stipulating  that  the  goods  were  to  be  transported  to 
Philadelphia  by  steamer,  and  from  thence  to  Boston,  either  by 
water  or  rail,  and  that  the  responsibility  of  each  carrier  should 
be  limited  to  each  line,  held,  that  it  was  not  liable  for  injury 
to  the  goods  on  board  of  lighters  which  it  had  employed  to 
transport  the  goods  three  miles  by  water  from  the  wharf  in 
Philadelphia  to  the  wharf,  in  the  same  city,  of  a  steamship  line 
to  Boston.  See  also  Sumner  vs.  Walker,  30  Fed.  261;  Railroad 
vs.  Pratt,  95  U.  S.  43.  We  are  of  the  opinion  that  in  the  instant 
case  the  initial  line  is  not  liable  for  loss  or  injury  occurring 
in  transit  between  X  and  Y. 

Shipper's   Load   and   Count 

Colorado. — Question:  On  October  16,  1920,  we  made  ship- 
ment of  carload  of  lumber  from  our  New  Mexico  mill,  bill  of 
lading  showing  the  following  billing:  "Dry  and  clear  pine  lum- 
ber, mate  and  transfer  to  standard  gauge  car  S.  L.  &  C."  This 
shipment  was  made  in  two  narrow-gauge  cars  and  transferred 
en  route  to  two  standard-gauge  cars. 

Our  customer  reported  a  shortage  to  us  after  unloading  the 
car  and  we  accordingly  placed  claim  with  the  railroad  company. 
The  railroad  company  has  declined  our  claim,  stating  that  ship- 
ment was  received  at  shipper's  load  and  count.  The  carrier 
further  states  that,  as  shipment  was  delivered  and  receipted  for 
without  complaint  on  the  part  of  the  customer,  they  cannot  ad- 
mit liability  for  the  shortage. 

Answer:  The  effect  of  a  shipper's  load  and  count  notation 
on  a  bill  of  lading  is  to  place  upon  the  shipper  the  burden  of 
proving  that  the  amount  stated  in  the  bill  of  lading  was  actually 
loaded  in  the  car  by  him.  In  the  absence  of  this  notation  on 
the  bill  of  lading  the  carrier  has  the  burden  of  showing  that 
the  amount  stated  in  the  bill  of  lading  was  not  actually  received. 
It  is,  in  fact,  a  qualified  receipt  on  the  part  of  the  carrier  and, 
as  to  third  parties,  the  carrier  is  not  estopped  from  showing 
that  the  amount  specified  in  the  bill  of  lading  was  not,  in  fact, 
received  from  the  sHipper. 

The  fact  that  a  consignee  receipts  for  the  lull  amount  of 
the  goods  as  stated  in  the  bill  of  lading  will  not  prevent  recovery 
for  the  amount  lost  by  .the  carrier,  if  the  consignee  can  prove 
that  the  carrier  failed  to  deliver  at  destination,  the  full  amount 
delivered  to  the  carrier  at  point  of  origin. 

Liability  of  Carrier  for  Loss  of  Coal 

South  Carolina. — Question:  The  delivering  carrier  has  re- 
turned and  refused  to  pay  12  claims  entered  with  them  for  loss  of 
coal  in  transit,  stating  that  unless  there  is  some  visible  sign  of 
loss,  they  will  not  set  aside  the  original  weights.  No  visible  loss  I 
was  noted.  Our  scales  are  standard  and  inspected  by  the  S.  W. 
I.  B.  We  weigh  cars  loaded  and  light. 

If  investigation  develops  that  both  scales  are  weighing  cor- 
rectly, is  there  any  way  to  collect  from  carrier  or  should  it  be 
adjusted  with  the  shipper? 

Answer:     As  a  carrier  is  an  insurer  as  to  goods  delivered 
to  it  for  transportation  and  liable  for  any  loss  or  damage  thereto 
resulting  from  its  negligence  in  transporting  the  shipment,  proof 
of   the  fact  that  a  certain   amount  of  coal  was   delivered   to  a    i 
carrier  and  that  a  lesser  amount  was  received  at  destination  m;il<>-s 
a  prima  facie  case  of  negligence  on  the  part  of  the  carrier.     The 
burden  is  then  upon  the  carrier  to  show  that  the  loss  occurred 
from   some  cause  for  which  the  carrier  is  not  liable.     See  the    j 
case  of  Baker  vs.  Dittlinger  Roller  Mills  Co.,  203  S.  W.  789. 

Burden   of   Proof 

Missouri. — Question:  Will  you  please  explain  what  is  cov- 
ered by  the  phrase  the  "Burden  of  proof"  rests  upon  the  car- 
riers? 

The  point  in  question  is  that  we  made  a  shipment  that  by 
the  scales  showed  a  weight  of  150  pounds.  When  it  reached 
its  destination  it  was  not  reweighed  either  by  the  carrier  or  the 
consignee,  but.  the  contents  carefully  counted  by  the  consignee. 
In  applying  the  average  weight  of  the  overalls  received  by  the 
consignee  it  was  found  the  weight  was  only  about  125  pounds, 
making  a  probable  shortage  of  2  pounds  when  shipment  was 
delivered  at  destination  to  cover  the  17  overalls  claimed  short 
by  the  consignee. 

The  carrier  in  this   event  claims  that  the  burden  of  proo 
is  upon  the  claimant  to  show  that  the  loss  occurred  before  t 
property  left  the  possession  of  the  carrier;  our  contention  is  that 
while  the  property  was  in  transit  the  burden  of  prooof  rests  upon 
i lu-  carriers  to  show  thai   the  shortage  did  not   occur  during  t 
lime   it    was   in   their   possession.     Let    us   have   your  opinion   on 
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General  Freight  Service  Association 

iINCdkl'dR  U  !•  I) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


I.  I     HI  KUV.VMI.  President 

W.  K.  McGARRY.  Vice-Prei.  «nd  Gen'l  M|r. 

J.  C.  RYAN,  Tr.flic  Min>|er 


J.  F.  ROACH, 

Manager   Demurrage  Dept. 
A.  E.  HAID,  Counitl 


Thc.-c  nlliccrs  have  had  years  of  experience  in  railroad 
si'i-viiv  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

\\V  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

\Ve  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in  any  Court. 

\Ve  trace  lost  or  delayed  shipments;  assist  in  securing 
ears  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

\Ve  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  List  of  satisfied  clients  furnished  on 
request. 

Reference:  Union  Station  Trust  Co.,  St.  Louis,  Mo. 


North  China 
Line 


(Columbia  Pacific  Shipping  Company) 

gf  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 
Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Day*  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  0a«  A-l  Steel  Steamer.) 

SS  "WEST  KEATS"  October  10 

SS  "WEST  NIVARIA"  October  31 

SS  "VINITA"  November  21 

SS  "WEST  KADER"  December  12 

Transhipment   at   Shanghai   to   American    River   steamers    for 

Nanking.    Pukow.    Hankow    and     other     open 

Yannt.se   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eaatern  Agent! 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


The  W.  L.  Richeson  Co.,  Inc. 


EXPORT  SHIPPING 

FOR  ACCOUNT  OF  PRINCIPALS 

THROUGHOUT  the  WORLD 

FREIGHT  BROKERS  AND 
FORWARDERS 


Main  Office 
613-21   Whitney-Central  Bldg. 

NEW  ORLEANS 
401  Produce  Exchange 
NEW  YORK  CITY 


2nd   Floor  Steele   Bldg. 
GALVESTON 


ANNOUNCES 
THE  OPENING  OF  ITS  OFFICE  AT 

KANSAS    CITY,    MISSOURI 

515  RAILWAY  EXCHANGE  BLDG. 
ON  OCTOBER  1st,  1921 

UNDER  THE  LOCAL  MANAGERSHIP  OF  MR.  K.  M.  WHARRY 


Camphuis  &.  Company,  Inc. 

Forwarding  Agents 

LAREDO   -   TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization   on   the   Mexican  Border 

Package  Cars  to  Mexico  City  and 
Other  Points  in  Republic  of  Mexico 

We  do  not  operate  special  trains, 
enabling  us  to  reforward  your 
shipments  on  first  available  serv- 
ice, and  insuring  quickest  possible 
delivery  at  destination. 

Traffic  in  Mexico  Improving  Daily 


Write  us  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


OFFICES: 

Laredo,  Texas          El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.,  Mexico     Juarez,  Chih.,  Mexico 
Piedras  Negras,  Coah.,  Mexico  Mexico  City 
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the  above  and  reference  to  any  decisions  covering  similar  cases 
rendered  by  the  courts. 

Answer:  By  the  term  "burden  of  proof"  is  meant  the  obli- 
gation imposed  upon  a  party  who  alleges  the  existence  of  a 
fact  or  thing  necessary  in  the  prosecution  or  defense  of  an  action 
to  establish  it  by  proof.  State  vs.  Pressler,  92  Pac.  806.  The 
phrase  "burden  of  proof"  is  often  used  in  two  different  senses, 
as  to  indicate  the  burden  resting  upon  the  party  holding  the 
affirmative,  to  make  out  a  prima  facie  case,  in  the  first  instance, 
and  the  burden  resting  upon  a  party  to  overcome  a  prima  facie 
showing,  by  a  preponderance  of  the  testimony.  Farnsworth  vs. 
Fraser,  100  N.  W.  400. 

In  determining  the  liability  of  the  carrier  for  loss  of  goods 
in  transit,  the  rule  is  that  the  plaintiff  has,  in  general,  the  bur- 
den of  proving,  by  a  preponderance  of  evidence,  the  essential 
elements  of  his  cause  of  action.  A  prima  facie  case  of  liability 
is  made  out,  however,  and  the  carrier  is  then  called  upon  to 
prove  that  the  loss  did  not  arise  from  its  negligence,  upon 
proof  by  the  shipper  of  the  delivery  of  a  certain  amount  of  goods 
to  the  carrier  and  the  delivery  by  the  carrier  of  a  lesser  amount. 
A  recital  in  the  bill  of  lading  as  to  the  amount  received  places 
the  burden  on  the  carrier  to  show  to  the  contrary,  and,  in  the 
absence  of  convincing  testimony  establishing  mistake,  it  must 
control.  A  receipt  in  the  bill  of  lading,  however,  is  not  con- 
clusive of  the  amount  of  goods  received  and  it  is  always  com- 
petent to  show,  as  between  the  parties,  that  the  quantity  actu- 
ally delivered  was  less  than  that  named  in  the  receipt. 

In  order  to  recover  damages  for  a  concealed  loss  the  plaintiff 
must  prove  that  the  loss  occurred  while  the  goods  were  in  the 
carrier's  possession.  If  the  carrier  shows  that  the  package  was 
delivered  in  good  condition,  with  no  signs  of  pilferage,  it  over- 
comes the  presumption  that  the  loss  occurred  while  in  its  cus- 
tody; the  burden  is  then  upon  the  consignee  to  show  that  the 
loss  did  not  occur  after  delivery  of  the  package  by  the  carrier 
at  destination. 

Demurrage — Constructive  Placement 

North  Carolina. — Question:  During  January  of  1918  we  had 
100  or  150  cars  of  cotton  that  arrived  here  at  different  times  of 
the  month.  At  all  times  during  this  period  our  tracks  were 
filled  to  capacity  and  we  had  some  fifty  or  seventy-five  cars  here 
in  the  yards  that  we  could  not  unload,  due  to  the  fact  that  our 
tracks  would  not  accommodate  them,  as  we  were  unloading  cars 
as  fast  as  they  were  put  in  there.  We  received  notice  from  the 
railroad  company  of  the  arrival  of  each  of  these  cars,  but  they 
failed  to  send  us  notice  of  constructive  placement.  We  contend 
that  they  have  failed  to  comply  with  demurrage  rules  and  can- 
not collect  the  demurrage  assessed  locally.  Will  you  kindly  ad- 
vis'e  your  opinion  in  the  matter? 

Answer:  Whether  or  not  the  failure  of  the  carrier  to  send 
written  notice^  of  constructive  placement  is  grounds  for  the 
waiving  of  demurrage  charges  depends  upon  the  circumstances 
of  each  particular  case.  In  the  case  of  the  Delaware  River  Steel 
Co.  vs.  P.  &  R.  Ry.  Co.,  49  I.  C.  C.  537,  the  plaintiff  contended 
that,  as  the  defendant  failed  to  give  notice  of  constructive  place- 
ment, in  addition  to  the  notice  of  arrival,  no  demurrage  charges 
could  lawfully  be  assessed,  but  as  the  defendant  established  the 
fact  that  the  complainant's  yardmaster  was  at  all  times  aware 
of  the  accumulation  of  cars  for  complainants  in  defendant's 
yard  and  had  given  explicit  instructions  to  the  yardmaster  to 
place  no  cars  on  the  complainant's  interchange  track  without 
specific  orders  to  do  so,  the  Commission  found  that  the  demur- 
rage charges  were  legally  applicable. 

In  the  case  of  Wilson  vs.  Long  Island  Ry.  Co.,  165  N.  Y.  S. 
913,  it  was  held,  however,  that  where  demurrage  tariff  provides 
that  the  carrier's  agent  must  give  written  notice  of  constructive 
p'acement,  demurrage  cannot  be  recovered  if  such  notice  has 
not  been  given.  Whether  or  not  demurrage  was  properly  col- 
lectible depends  upon  all  of  the  circumstances  governing  the 
detention  of  the  cars. 

Reconsignment — Liability  of  Carrier  for  Failure  to  Observe 
Shipper's  Instructions 

Missouri. — Question:  In  September,  1917,  we  presented  a 
signed  bill  of  lading  to  the  A  Railroad  for  a  carload  of  chat  to 
D,  Kansas.  This  car  was  loaded  on  a  track  where  we  load  both 
chats  and  boulders.  Unknown  to  us,  the  car  was  dropped  down 
and  loaded  with  boulders.  This  error  was  discovered  shortly 
after  the  car  was  pulled  and  we  called  the  attention  of  the  for- 
warding agent  to  the  error,  presenting  a  new  bill  of  lading  cover- 
ering  movement  of  boulders  to  C.  This  bill  of  lading  was  signed 
and  they  had  ample  time  to  make  diversion  before  the  car 
reached  the  junction  point  on  its  original  billing,  which  would 
have  been  in  direct  line  of  haul  to  C. 

Apparently  no  effort  was  made  to  divert  the  car  and  it 
reached  original  destination  D  and  was  promptly  refused.  No- 
tice was  received  by  forwarding  agent;  they  requested  a  diver- 
sion order  from  our  billing  clerk,  who  gave  it  without  consulting 
the  writer.  On  this  authority  car  was  rebilled  to  C  and  we  are 
now  presented  with  bill  for  $115.47,  covering  excess  freight. 
Kindly  advise  your  interpretation  of  this  question. 

Answer:  It  is  well  established  that  a  carrier  is  liable  for 
failure  to  effect  diversion  or  reconsignment  of  shipments  where 


reasonable  notice  is  given.  What  constitutes  reasonable  notice 
depends  entirely  upon  the  circumstances  of  the  particular  case. 
See  Kern  Sons  vs.  C.  M.  &  St.  P.  Ry.,  40  I.  C.  C.  615. 

We  are  of  the  opinion  in  the  instant  case  that  if  you  can 
prove  that  the  carrier  had  sufficient  time  after  notice  was  given 
within  which  to  intercept  the  car  before  it  reached  the  junction, 
it  can  be  held  for  its  negligence  in  failing  to  carry  out  the  in- 
structions. The  measure  of  damages  for  the  carrier's  negligence 
is  the  difference  between  the  rate  charged  and  the  through  rate 
from  point  of  origin  to  final  destination,  plus  the  reconsigning 
charge,  provided  the  reconsigning  tariff  in  effect  authorized  pro- 
tection of  the  through  rate. 

Freight  Charges — Party  Liable  for 

Michigan. — Question:  During  the  early  part  of  1917  several 
shipments  were  made  consigned  to  A.  Upon  arrival  at  destina- 
tion shipments  were  reconsigned  to  B,  the  new  movement  being 
made  on  bills  of  lading  issued  by  the  original  consignee,  the 
charges  being  prepaid  in  switching  movement. 

Several  months  after  the  shipments  were  delivered  to  B,  A, 
the  original  consignee  of  the  goods  became  insolvent.  It  now 
appears  that  the  transportation  charges  were  not  paid  at  the 
time  shipments  were  handled  in  switch  movement  and  the  trans- 
portation company  has  presented  the  bills  to  B,  requesting  pay- 
ment. Inasmuch  as  B  was  no  party  to  the  contract,  can  they 
be  held  responsible  for  these  charges  after  a  period  of  over  four 
years  has  elapsed? 

Answer:  While  we  know  of  no  decisions  which  pass  upon 
the  question,  we  are  of  the  opinion  that,  if  the  car  was  in  fact 
reconsigned  from  the  first  point  of  destination  and  was  not  re- 
shipped,  in  which  event  the  movement  from  origin  to  final  desti- 
nation constituted  a  continuous  through  movement,  the  consig- 
nee at  final  destination  is  liable  to  the  carrier  for  the  freight 
charges  to  the  point  of  reconsignment.  Under  a  reconsignment 
the  charges  for  the  movement  to  the  reconsigning  point  must 
necessarily  follow  the  shipment,  as,  in  many  instances,  where 
a  joint  through  rate  is  to  be  protected,  there  is  no  means  of 
determining  the  charges  to  the  point  of  reconsignment,  and  it  is 
not  contemplated  that  charges  will  be  collected  at  reconsigning 
point  for  the  movement  thereto. 

If,  on  the  other  hand,  a  reshipment  was  made,  the  carrier 
must  look  to  the  first  consignee  or  the  consignor  for  its  charges, 
as  the  movement  to  the  first  destination  is  in  no  manner  con- 
nected with  the  second  movement  therefrom. 

A  consignee  is  held  liable  for  freight  charges  on  the  theory 
that,  in  accepting  and  receiving  the  goods,  he  makes  himself  a 
party  to  the  contract  between  the  consignor  and  the  carrier. 
The  consignor  with  whom  the  contract  of  shipment  is  made  is 
primarily  liable  for  the  payment  of  the  freight  charges,  whether 
he  is  the  owner  of  the  goods  or  not.  A  contract  to  pay  freight 
is  to  be  implied  from  the  mere  fact  that  the  consignor  has  placed 
the  goods  with  the  carrier  for  the  purpose  of  being  carried  to 
their  destination. 

Right  of  Party  to   Be  Notified   in  Order  Bill  to  Sue  for  Damages 

Missouri.; — Question:  We  sold  a  car  of  corn  deliver* 
a  certain  station.  Corn  arrived  at  destination  and  consignee 
goes  to  bank,  secures  release  of  bill  of  lading  without  payment 
of  draft,  and  releases  bill  of  lading  to  transportation  company. 
Consignee  then  inspects  the  car  and  finds  corn  out  of  condi- 
tion. He  goes  back  to  the  agent  of  the  transportation  company 
and  makes  report,  demanding  bill  of  lading  which  he  rect 
and  takes  same  back  to  the  bank  and  turns  it  over  to  them  to 
attach  to  the  draft  and  notifies  us  that  same  is  unpaid  account 
corn  being  out  of  condition.  After  car  stands  on  track  for 
eral  days  consignee  finally  pays  our  draft  and  accepts  shipment.  On 
unloading  the  corn  he  finds  tnat  same  has  deteriorated  consider- 
ably, not  withstanding  that  the  car  was  officially  inspected  about 
ten  days  before  arrival  at  destination  and  also  was  originally 
officially  inspected  about  three  weeks  prior  to  delivery  at  original 
loading  point. 

The   question   now   is,   who   is   the  proper  one  to   file  claim 
or   sue    transportation   company    as    we   certainly    cannot   < 
damages  from  the  railroad  company  account  of  our  draft  being 
paid  in  full. 

The    consignee's   attorney   advises    that    their    recourse 
against  us  as   damages  did   not   occur  after  corn   was   in   i 
possession;   and  claim  that  consignee  could  not  sue  on  shippers' 
order  bill  of  lading. 

Answer:  It  has  been  held  that  one  who  is  mentioned  i 
the  bill  of  lading  as  the  party  to  be  notified  on  arrival  of  (lie 
goods  has  no  such  interest  as  will  authorize  him  to  maintain 
an  action  for  loss  of  the  goods  shipped,  in  the  absence  of  any 
evidence  that  he  was  either  the  shipper  or  the  consignee.  Dalbey 
vs.  Mexican  Cent.  R.  R.,  105  S.  W.  1154;  Bennett  vs.  Dickinson, 
190  Pac.  757.  The  contrary  view,  however,  was  taken  in  Nash- 
ville, etc.  R.  R.  vs.  Abramson-Boone  Produce  Co.,  74  Sou.  350.  in 
which  case  it  was  held  that  where  the  seller  is  consignor  and 
consignee,  and  indorses  the  bill  of  lading  with  drafts  on  the 
ostensible  purchaser,  and  the  real  purchaser  pays  the  draft,  and 
the  goods  are  delivered  to  him,  he,  as  the  party  beneficially  in 
terested,  is  the  proper  plaintiff  to  sue  the  carrier  for  injury  t 
the  goods.  In  jurisdictions  where  the  party  to  bo  notified 
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PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

i 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


Are  You  Using  the  Best 
Warehouse  in  Every  City? 


The  American   Chain  of  Warehouses,   Inc.,   Is   Accepted  by 

the  Largest  Mercantile  Houses  as  the  Standard 

in  Warehouse  Efficiency 


A  large  per  cent  of  the  commerce  of  this  country 
must  be  handled  at  one-time  or  another  by  public 
warehouses.  In  selecting  a  custodian  of  your  mer- 
chandise the  same  care  should  be  exercised  as  in 
selecting  a  Banking  House  to  handle  your  funds. 

The  AMERICAN  CHAIN  OF  WAREHOUSES  is 
a  system  of  the  largest,  most  reliable  and  competent 
warehouse  companies  in  America,  forming  an  organi- 
zation international  in  character  and  unlimited  in  its 
usefulness  to  shippers. 

Send  for  illustrated  directory  of  American  ware- 
house and  transfer  companies,  just  off  the  press. 

American  Chain  of  Warehouses,  Inc. 

F.  ROCHAMBEAU  P.  F.  CASSIDY, 

Executive  Secretary  Chicago  Representative 


General  office,  39  Beach  St.,  New  York 
Telephone  1150 Canal,  Extension  9 


203  S.  Dearborn  St. 
Telephone  Harrinon  3300 


San  Francisco  Warehouse  Co.,  san  Francisco, 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


Merchandise 

STORAGE: 
DISTRIBUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Bos  985 


General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and     Steamship 
Docks — Members  American  Chain  of  W.irehousei— Members  Amer- 
ican Warehousemen's  Association. 
Phone    No.  4883  SAVANNAH,     GA. 

CHICAGO 

Jos.  Stockton  Transter  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

EL  PASO, TEXAS 

GENERAL   STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.Ft.  Floor  Space  — Fireproof— Bonded  — $200,800  Capital 
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not  bring  the  action  for  loss  or  injury  to  the  goods  shipped,  he 
may,  in  the  absence  of  a  statute  to  the  contrary,  obtain  an  as- 
signment of  the  consignor's  claim  and  bring  the  action  in  his 
own  name. 

Notice  of  Claim — Time  Within  Which  to  File 

New  York. — Question. — Kindly  advise  whether  or  not  we  can 
collect  from  the  transportation  company  in  connection  with  this 
particular  claim. 

Under  date  of  September  2,  1920,  our  factory  at  Philadelphia, 
Pa.,  forwarded  to  a  company  in  Detroit,  Michigan,  on  an  order 
bill  of  lading,  a  shipment  valued  at  $292.50.  Upon  arrival  of 
this  shipment  at  destination  the  consignee  was  unable,  so  we 
were  advised  by  the  destination  carrier,  to  accept  delivery  and 
the  shipment  was  placed  in  storage  by  the  delivering  carrier's 
agent.  We  would  also  state  that  at  the  time  that  this  particular 
shipment  was  placed  in  storage,  we  had  two  additional  ship- 
ments on  order  bills  of  lading  en  route  to  the  same  consignee, 
which  shipments,  when  arriving  at  destination,  were  also  placed 
in  storage  by  the  destination  carrier's  agent. 

After  several  attempts  to  have  the  consignee  accept  these 
shipments,  it  was  found  necessary  to  have  all  three  shipments 
returned  to  our  factory,  which  instructions  were  issued  under 
date  of  March  8,  1921. 

Two  of  the  shipments  in  question  were  returned  and  received 
at  our  factory  in  Philadelphia,  but  the  third  shipment  failed  to 
arrive  and  after  various  correspondence  with  the  claim  depart- 
ment of  the  originating  carrier,  we  served  notice  under  date 
of  June  9  that  unless  this  particular  shipment  was  received  on 
the  return  movement  at  our  factory,  on  or  before  July  9,  to  con- 
sider our  letter  of  June  9  as  notice  of  intention  to  file  claim. 
Under  date  of  August  31,  claim  was  filed  with  the  originat- 
ing carrier  covering  this  particular  shipment  and  it  finally  de- 
veloped that  the  shipment  arrived  at  destination  without  revenue 
billing  and  as  the  shipment  was  not  marked  to  order  it  was 
delivered  to  the  consignee  as  marked  and  without  surrender  of 
the  original  bill  of  lading. 

The  originating  carrier  with  whom  our  claim  is  filed  further 
advises  that  as  claim  was  not  entered  within  the  required  time 
specified  by  the  bill  of  lading  they  are  compelled  to  decline  our 
claim. 

We  would  greatly  appreciate  it  if  you  will  advise  whether 
or  not  the  six  months'  period,  as  per  the  condition  on  the  original 
bill  of  lading  should  date  from  the  time  that  this  shipment  went 
forward  from  our  factory  or  from  the  time  that  the  return  of 
the  shipment  was  requested.  Also  advise  whether  or  not,  in 
your  opinion,  we  can  look  to  the  carrier  for  the  settlement  of 
this  particular  shipment,  in  view  of  the  fact  that  it  went  for- 
ward on  order  bill  of  lading  and  was  delivered  by  the  carrier 
to  the  consignee  without  the  surrender  of  same. 

Answer:  The  rule  is  that  unless  a  claim  or  notice  of  claim 
is  filed  within  the  period  of  time  specified  in  the  bill  of  lading, 
namely,  within  six  months  after  delivery  or  in  case  of  failure 
to  deliver,  within  six  months  after  a  reasonable  time  for  delivery 
has  elapsed,  the  carrier  may  plead  this  in  defense  of  a  suit  for 
loss  of  the  shipment,  unless  the  carrier  by  its  act  renders  it  im- 
possible for  the  shipper  to  comply  with  the  stipulation. 

This  stipulation  in  the  bill  of  lading,  in  effect,  imposes  upon 
a  shipper  the  duty  of  determining  whether  or  not  a  shipment 
has  been  delivered  at  destination  and  if  not  the  further  duty 
of  filing  a  claim  or  notice  of  claim  within  the  six  months'  period 
prescribed  in  the  bill  of  lading. 

As  we  understand  from  your  letter,  upon  inquiry  by  you  as 
to  the  disposition  of  the  three  shipments,  you  were  advised  that 
all  of  the  shipments  had  been  placed  in  storage  because  of  the 
refusal  of  the  consignee  to  accept  them  and  that  after  receiving 
instructions  from  you  to  return  the  shipments,  the  carrier  de- 
veloped the  fact  that  one  of  the  shipments  had  been  delivered, 
and  so  advised  you.  Nevertheless,  as  it  does  not  appear  that 
you  could  not  have  previously  ascertained  from  the  consignee 
whether  or  not  the  particular  shipment  had  been  delivered,  we 
are  of  the  opinion,  that  notwithstanding  the  fact  that  the  car- 
rier's first  advice  to  you  with  respect  to  tnis  shipment  was 
erroneous,  that  the  period  of  time  for  the  filing  of  a  claim  or 
notice  thereof  began  to  run  on  the  date  the  shipment  was  de- 
livered to  the  consignee. 

Liability   of  Carrier  for   Failure  to   Furnish   Ventilator  or   Refrig- 
erator Car 

District  of  Columbia. — Question:  Kindly  favor  us  with  an 
opinion  concerning  the  liability  for  damage  on  the  part  of  a 
carrier  in  a  case  involving  the  furnishing  by  such  carrier  of 
unsuitable  equipment.  The  details  in  the  case  are  as  follows: 

During  the  summer  of  1920  certain  shippers  in  the  south 
requested  a  southern  carrier  to  furnish  ventilator  cars  for  the 
loading  of  watermelons  to  be  shipped  to  interior  eastern  points. 
The  evidence  develops  that  carrier's  agent,  at  the  time  of  planting, 
investigated  the  acreage  planted,  as  is  his  usual  custom,  in  order 
to  determine  the  approximate  number  of  cars  required.  Several 
days  prior  to  the  dates  of  loading  shipper  made  written  request 
upon  the  agent  for  sufficient  ventilator  cars  to  serve  his  need. 
Instead  of  providing  such  cars  the  carrier  ran  in  a  number  of 
box  cars.  These  cars  were  refused  by  the  shipper,  who  was  then 


informed  by  the  agent  that  it  was  impossible  to  obtain  the 
number  of  ventilator  cars  requested,  and  instructed  to  load  them 
under  protest,  and,  if  damage  resulted,  to  file  his  claims  to  cover. 
The  box  cars  were  accordingly  loaded  and  in  nearly  every  in- 
stance arrived  at  destination  over-ripe,  resulting  in  damage  vary- 
ing from  $25  to  $250  per  car.  When  claims  were  presented  to 
the  Freight  Claim  Agent  of  the  initial  carrier,  however,  they 
were  declined  on  the  ground  that  it  was  a  physical  impossibility 
to  obtain  sufficient  ventilator  cars  for  this  movement  and  the 
freight  claim  agent  stated  his  road  would  admit  of  no  liability 
for  failure  to  furnish  proper  equipment.  The  Department  of 
Agriculture,  Bureau  of  Market  News  furnished  a  report  on  the 
production  of  melons  in  the  territory  involved  during  the  year 
1920  and  this  report  shows  the  production  of  just  a  little  below 
normal,  therefore,  failure  to  furnish "  proper  cars  could  not  be 
attributed  to  over-production. 

Answer:  It  is  the  duty  of  a  common  carrier  to  provide  and 
furnish  all  reasonable  and  necessary  facilities  for  the  prompt 
transportation  of  such  goods  as  it  holds  itself  out  to  the  public 
as  engaged  in  carrying,  in  such  quantities  as  might  reasonably 
and  ordinarily  be  expected  to  be  offered  for  carriage,  and  to 
exercise  such  care  as  is  required  to  protect  the  goods  from  loss 
or  injury  during  transportation. 

The  carriers  are  expected  to  be  prepared  with  the  equip- 
ment necessary  to  handle  the  average  traffic  offered  them,  and 
also  such  an  increase  as  would  be  expected  by  managers  of  ex- 
perience, inasmuch  as  the  volume  of  traffic  will  vary  with  the 
seasons  and  general  business  conditions;  and  these  contingencies 
ought  to  be  provided  for  and  the  law  requires  them  to  be.  See 
Oliver  vs.  Chicago,  etc.,  R.  R.,  117  S.  W.  278;  Shoptaugh  vs.  St. 
L.,  etc.  R.  R.,  126  S.  W.  752;  Mauldin  vs.  Seaboard  Air  Line, 
52  S.  E.  677. 

While  the  cases  covering  the  liability  of  carriers  under  cir- 
cumstances similar  to  those  outlined  by  you  are  not  numerous, 
there  are  several  cases,  the  principles  of  which,  if  followed  gen- 
erally by  the  courts,  would  apparently  permit  of  a  recovery  by 
the  shipper,  in  the  instant  case.  See  the  cases  of  Railway  vs. 
Marshall,  86  S.  W.  803;  F.  D.  Forester  &  Co.  vs.  Sou.  Ry.,  6 
S.  E.  504,  citing  Railroad  vs.  Pratt,  22  Wall.  (U.  S.)  123;  M. 
K.  &  T.  Ry.  Co.  of  Tex.  vs.  McLean,  118  S.  161  and  A.  C.  L.  vs. 
Geraty,  166  Fed.  10.  In  the  case  last  referred  to,  the  vegetables 
for  the  shipment  of  which  refrigerator  cars  were  ordered,  were 
not  shipped,  because  of  the  failure  of  the  carrier  to  furnish  that 
type  of  car,  out  damages  were  awarded,  nevertheless,  for  lowses 
sustained  by  the  growers  due  to  the  rotting  of  the  vegetables 
at  the  shipping  point 

Demurrage — Liability  of  Assignee   of   Bill   of   Lading  Therefor 
Louisiana. — Question:     We  are  carrying  in  our  uncollected 
account  an   item  of  demurrage  on   two  cars   rice,   the  quest  inn 
being  whether  the  amount  is  due  from  original  consignee 
or  from  party  who  took  delivery  "B."    The  facts  are  as  folb> 

Cars  originally  consigned  to  shippers  order  notify  "A"  and 
bills  of  lading  bore  routing  via  Alexandria  and  Road  X.  This 
was  during  federal  control  and  routing  was  changed  under 
emergency  route  order  without  knowledge  of  shippers  or  consig- 
nee, and  cars  reached  destination  over  Road  Y,  and  we  promptly 
notified  original  consignee  "A."  Before  arrival,  "A"  had  sold 
the  cars  to  "B,"  and  turned  over  original  bills  of  lading  show  in;; 
Road  X  delivery.  On  receipt  of  notice  from  our  line,  "A"  claims 
to  have  turned  same  over  to  "B,"  but  took  no  receipt,  and  " 
claims  no  record  of  receiving.  In  the  meantime  "B"  was  callinK 
on  Road  X  daily  as  he  was  badly  in  need  of  the  rice.  We  took  up 
the  second  time  with  "A,"  asking  him  when  he  would  take  de 
livery,  and  he  informed  us  that  the  cars  had  been  sold  to  ": 
We  immediately  took  up  with  "B,"  who  accepted  delivery  and 
paid  freight,  but  declined  to  pay  demurrage. 

Neither  "A"  nor  "B"  deny  that  demurrage  was  properl; 
assessed,  but  each  claims  the  other  owes  it.  Will  you  kindly 
give  us  your  opinion? 

Answer:     Inasmuch  as  the  carrier  was  not  notified   of  t 
assignment  of  the  bill  of  lading,  we  are  of  the  opinion  that  h 
complied  with  his  legal  duty  in  giving  arrival  notice  to  the  party 
shown  in  the  bill  of  lading  as  the  one  to  be  notified  and  ii 
titled   to  his  demurrage  charges   from   the  party   receiving  the 
goods.     In  New  York,  New  Haven  &  Hartford  R.  R.  vs.  Sampson 
110  N.  E.  964   (Mass.)  it  was  held  that  the  person  to  be  notified 
on  the  order  consignment  is  not  the  consignee  and  cannot  1 
held  for  the  freight  charges,  but  it  was  held  that  the  assignee 
of  the  bill  of  lading,  being  the  person  who  actually  received  t 
freight,  was  liable  ior  the  freight  charges.     See  also  St.  L.  S 
R.   Co.  vs.   Brown  Grain  Co.,  166   S.  W.  40. 

Furthermore,  it  has  been  held  that  the  assignee  of  the  I 
of  lading  who  receives  the  goods  thereunder  is  liable  for  demur 
rage    when  demurrage  is  due,  the  reason  given  being  that  t 
assignment  of  the  bill  of  lading  and  the  acceptance  of  the  freii 
thereunder  constitutes  an  adoption  by  the  consignee  of  the  1 
ities  as  well  as  the  rights  under  the  contract  of  shipment, 
cinnati,  etc.  Tract.  Co.  vs.  Norfolk,  etc.  R.  Co.,  28  O.  L.  Cii 
543;  AVegener  vs.  Smith,  15  C.   B.   285,  80  E.   C.  L.  285,  139 
pring  432. 

In  the  instant   case  "B"  should  pay  the  demurrage  rburj; 
and  then  bring  an  action  against  "A"  for  his  negligence,  assutu 
ing   that    "A"   failed    to   notify    "B"   of   the   arrival    of   the   < 
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FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL  Reference  Book  for  Those  Actively  Engaged  in  Traffic  Work,  An  Kveryday  Guirle  for  the  Shipper. 

1922  EDITION 

Ready  FOR  DISTRIBUTION  OCTOBER  10TH. 

COMPLETELY  REVISED  AND  ENLARGED  including  additional  section*  on  Routing. 
Express  and  Governmental  Regulation  of  Common  Carriem. 

UNDER  ONE  COVER 


Siie  »*ll  Inches. 
Oucr  500  Page* 


•I    TRAFFIC    GLOSSARY    of    over     1000    Traffic    Terms, 
*  •  Phrases  and  Abbreviations. 

2   THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates, 
•  Rate  Territories,  Rate  Bases,  Freight  Classification,  Freight 
Tariffs,  Freight  Claims,  Diversion  and  Reconsignment.  Rout- 
ing, Lighterage,  Switching,  Demurrage,  Weights  and  Weigh- 
ing, Export  and  Import  Traffic,  ojc. 

•       Place  your  order  now.     $6.00  postpaid. 

THE  TRAFFIC  PUBLISHING  COMPANY,  150  Lafayette  St.,  New  York,  N.  Y. 


O  ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
«*•  sion's  Rules  Relating  to  Railroad  and  Steamship  Trans- 
portation. 

A    AN    APPENDIX    including    Reproductions   of  Standard 
*  •  Traffic  Forms,  List  of  Tariff  Publishing  Agents  and  Miscel- 
laneous Tables. 
WITH    A    COMPLETE   CROSS-REFERENCE   INDEX. 


NOSA  LINE 


Monthly  Sailing*  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

004-14  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  846  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   &. 
South   American  S.S.  Co 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES,  Canard  Building,  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St«.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


MA.F3TM  AIM'S 


One  volume  covering  Class  and  Commodity 
Freight  Rates  from  points  in  the  Eastern, 
Seabord,  Central  and  Middle  Western 
Territories  to  all  stations  In  Wisconsin, 
Illinois  and  the  territory  west  of  the 
Mississippi  River;  also  East-Bound  Rates 
from  Western  Basing  Points  to  stations 
East  of  the  Indiana-Illinois  State  Line. 

Issued  in  loose  leaf  form  and  served  with  a 
monthly  distribution  of  revised  pages 
covering  rate  changes. 

The  only  reproduction  of  Rail  Road  Rates 
making  reference  to  the  tariff*  of  the 
carriers  that  has  ever  been  issued  for  the 
use  of  shippers. 

This  service  can  be  placed  in  your  traffic  or 
shipping  department  at  the  nominal  cost 
of  twenty-four  dollars  per  year. 

Write  for  sample  pages  and  endorsements 
from  satisfied  patrons  who  have  used  the 
Service  since  1908. 


HARTMAN'S  FREIGHT  RATE  SERVICE 
732  Federal  St.,  Chicago,  U.  S.  A. 


W.  J.  HARTMAN,   PUBLISHER 


Pacific  Mail  Steamship  Co. 

Under  American  f /of  PASSENGERS  AND  FREIGHT- Established  1348 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Loa  Angeles  to  Baltimore,  calling  at  ports  in 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 

5.  5.  Venezuela  sails  from  San  Francisco  October  29th 
5.  S.  Ecuador  sails  from  Baltimore  October  17th 

PANAMA  SERVICE 

San  Francisco  to  Mexico.  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

'•The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot,  steamers  5.  S. 
Hoosier  State  (October  12th);  5.  S.  Golden  State  (Novem- 
ber 5th);  5.  S.  Hoosier  State  (December  17th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamers  5.  5. 
Wolverine  State  (October  15th);  S.  S.  Granite  State  (No- 
vember 15th).  ^^_^_^ 

Through  bill*  of  lading  Issued  to  and  from  points!  beyond  ports  of  rail 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
General  Passenger  and  Ticket  office:  til  Market  St.,  San  Francisco 

General  Office*:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 
Managing  Agents:  U.  S.  Shipping  Board 
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Personal  Notes 


George  H.  Parker,  formerly  controller  of  the  Railroad  Ad- 
ministration, has  accepted  the  position  of  commerce  counsel  for 
the  American  Short  Line  Railroad  Association.  He  will  also 
engage  in  private  practice  of  accounting  matters. 

H.  B.  Titcomb  has  been  elected  president  of  the  Southern 
Pacific  and  the  Arizona  Eastern  railroads,  succeeding  Epes  Ran- 
dolph, who  died. 

J.  Y.  Bruce  has  been  appointed  traveling  freight  agent  for 
the  Central  of  Georgia  Railway  at  Macon.  He  is  succeeded  as 
contracting  freight  agent  at  that  point  by  J.  R.  Herrington. 

T.  H.  Mercer  has  been  appointed  general  agent  for  the  Gulf 
Coast  Lines  at  Houston,  Tex.,  succeeding  B.  H.  Taylor,  who  has 
been  promoted  to  assistant  general  freight  agent  for  the  same 
lines,  at  Houston. 

The  Central  Freight  Association  has  announced  the  appoint- 
ment of  E.  F.  Austin,  formerly  division  freight  agent  for  the 
Pennsylvania  System,  at  Cleveland,  as  a  member  of  its  auxiliary 
committee,  vice  W.  C.  Laughlin,  who  died. 

J.  D.  Sneed  has  been  placed  in  charge  of  the  newly'  estab- 
lished Cleveland-Detroit  territory  freight  and  passenger  offices 
of  the  Chicago  &  Eastern  Illinois.  His  headquarters  will  be  at 
Detroit. 

Edwin  G.  Ranney,  member  of  the  executive  committee  of 
the  Association  of  Railroad  and  Steamboat  Agents  of  Boston  and 
former  vice-president  of  that  organization,  died  in  Boston,  Sep- 
tember 24. 

The  traffic  department  of  the  Detroit  &  Mackinac  Railway 
Company  has  been  moved  from  Bay  City  to  East  Tawas,  Mich. 

Walter  Dennis  has  been  appointed  superintendent  of  the 
New  Jersey,  Indiana  &  Illinois  Railroad,  with  offices  at  South 
Bend,  Ind. 

J.  E.  Horsman  has  been  appointed  traveling  freight  agent 
for  the  Hocking  Valley  Railway  at  Toledo,  O. 

W.  F.  Thornton  has  been  appointed  eastern  passenger  agent 
for  the  Leihgh.  Valley  Railroad,  succeeding  William  B.  Lindsay, 
who  died.  Mr.  Thornton  is  succeeded  as  city  passenger  agent 
at  New  York  by  H.  J.  Doering,  who,  in  turn,  is  succeeded  as 
passenger  agent  by  K.  H.  Hopper. 

F.  M.  Elkinton,  Inc.,  general  traffic  manager,  Milwaukee, 
has  announced  the  acquisition  from  Mr.  Elkinton  of  his  interests 
in  the  corporation.  The  new  officers  are  as  follows:  F.  H.  Cogs- 
well, president;  E.  L.  Mather,  treasurer;  C.  H.  Sanders,  vice- 
president;  and  I.  A.  Schaefer,  secretary.  Mr.  Elkinton  is  presi- 
dent of  the  Milwaukee  Traffic  Club. 

The  C.  R.  I.  &  P.  Railway  has  announced  the  following  ap- 
pointments and  promotions:  Fred  Anzer,  former  general  agent 
at  Cincinnati,  has  been  appointed  traveling  freight  and  passenger 
agent;  A.  C.  Turpin  has  been  appointed  traveling  passenger  agent 
at  Detroit;  J.  H.  Clarkson,  traveling  passenger  agent  at  Min- 
neapolis; and  G.  J.  Cissel,  traveling  freight  and  passenger  agent 
at  Atlanta. 

Lewis  E.  Foster,  claim  agent  for  the  American  Railway  Ex- 
. press  Company  at  Chicago,  died  in  Chicago,  September  16,  as 
the  result  of  an  automobile  accident. 

W.  T.  Lyman  has  been  appointed  general  agent  for  the 
Wabash  Railway  at  Boston.  J.  D.  McBeath  has  been  appointed 
district  passenger  agent  at  Boston. 

Alex.  D.  Fraser,  formerly  general  agent  for  the  Los  Angeles 
&  Salt  Lake  Railroad  at  Pittsburgh,  has  been  appointed  general 
agent  for  the  North  Atlantic  &  Western  Steamship  Company 
at  that  city. 

Ernest  M.  Newbegin,  formerly  New  England  freight  agent 
for  the  Northern  Pacific  and  the  Chicago  Great  Western,  and 
a  charter  member  of  the  Association  of  Railroad  and  Steamboat 
Agents  of  Boston,  died  at  Maiden,  Mass.,  September  27. 

J.  W.  Chatham,  Jr.,  for  the  last  two  years  traffic  manager 
for  the  Wichita  Falls  Chamber  of  Commerce,  has  entered  into 
business  under  the  name  of  the  Merchants'  Traffic  Association 
at  Wichita  Falls,  Tex.  Mr.  Chatham  will  continue  to  represent 
the  chamber  as  one  of  his  clients. 

A.  G.  Young,  traffic  manager  for  the  American  Sheet  &  Tin 
Plate  Company,  Pittsburgh,  Pa.,  died  September  29. 


DOINGS   OF  THE  TRAFFIC   CLUBS 

Capt.  W.  E.  Stayton,  president  of  the  Baltimore  Steamship 
Company,  will  speak  at  the  second  annual  railroad  banquet  of 
the  Transportation  Club  of  Decatur,  111.,  which  will  be  held  at 
the  Y.  M.  C.  A.  Annex,  October  20.  B.  A.  Worthington,  president 
of  the  C.  I.  &  W:  Railroad,  will  be  toastmaster. 

Fred  E.  Winburn,  special  representative  for  the  American 
Railway  Association,  addressed  the  members  of  the  Transporta- 
tion Club  of  Louisville  on  the  subject  of  loss  and  damage  to 
freight,  at  a  noondav  luncheon  at  the  Tyler  Hotel,  September  29. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  any  knowledge.) 

Akron  Traffic  Association.  S.  J.  Witt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Atlanta— Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore— Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres. ;  W.  M.  Macomber,  Secy.- 
Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo — Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh,  Secy. 

Canton,  O. — Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati. — Traffic  Club  of  the  Chamber  of  Commerce. 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  C.  T.  Stripp,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  A.  L.  Reed,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O. — Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
C.  Burwell,  Secy. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy. 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres.;  C.  J. 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  N.  L.  Rankin,  Pres. ;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C.  F.  Laue, 
Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis. — The  Traffic  Club  of  Indianapolis.  F.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Prest;  Robert  Wal- 
lace, Secy.  > 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender, 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  I 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  1 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  1 
Vandenburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.  Ben 
Gilman,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
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Airplane  view  of  Galveston  harbor  and  port  facilities,  showing  slip  system  of  docks,  waterfront  tracks 

and  other  transportation  advantages. 

Facts   About   Port   Efficiency 

The  port  of  Galveston  during  the  month  of  August  handled  15,414,642  bushels 
of  wheat  for  export. 

The  handling  of  this  enormous  tonnage  required  that  the  elevators  at  the  por 
unload  12,464  cars,  making  an  average  of  402  cars  per  day. 

The  remarkable  feature  of  the  month,  however,  is  that  the  average  detention  at 
the  port  was  only  four  days  per  car.  Ten  days'  free  time  is  allowed  at  Galveston  on 
grain  for  export. 

This  record  is  made  possible  by  three  things — the  best  port  and  terminal  facili- 
ties, the  best  of  rail  service  and  close  co-operation  between  the  various  interests  that 
make  up  the  port. 

What  we  are  doing  for  others  we  can  certainly  do  for  you. 
Follow  the  line  of  least  resistance  and  ship  through  Galveston. 
For  rates,  data,  or  other  information  (address) 

TRAFFIC  DEPARTMENT 

GALVESTON  COMMERCIAL  ASSOCIATION 

Galveston,  Texas 
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ers'  Club.     W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion    (Ohio)    Traffic    Club.     H.   E.    Stiffler,   Pres.;    W.   R. 
Awkland,  Secy. 

Memphis  Traffic  Club.     J.  M.  Walsh,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.     F.  M.  Elkinton,  Pres.;   R.  S.  Dahl, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.     J.  E.  Neville,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Renuie,  Secy. 

New  England  Traffic  Club,  Boston.     C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.     R.  J.  Menzies,  Pres.;   C.  A.  Swope, 
Secy. 

New  York,  N.  Y.— Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.     E.  J.  Tarof,  Pres.;   P.  W.  Moore,  Secy. 

Oklahoma  City   Traffic   Club.     H.   C.   Conley,   Pres.;    K.   C. 
Baker,  Secy. 

Omaha — Traffic   Managers'  Committee,   Omaha   Chamber  of 
Commerce.     C.  E.  Childe,  Chairman;   E.  A.  Stringer,  Secy. 

Oshkosh,    Wis.,    Traffic    Club.      C.    M.    Starks,    Pres.;    R.    J. 
Hodson,   Secy.-Treas. 

Peoria  Transportation  Club.     H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.    W.  B.  Grieves,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia— Commercial  Traffic  Managers  of  Philadelphia. 
C.  H.  Rolf,  Pres.;   T.  Noel,  Butler,  Secy. 

Pittsburgh    Traffic     Club.       George   A.   Buse,    Pres.;    E.   A. 
Hynes,  Secy. 

Pittsburgh   Traffic   and   Transportation  Association.     S.   R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.    C.  T.  Spooner,  Pres.; 
F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.     E.  M.   Burns,  Pres.;    W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 
of  Commerce.     G.  E.  Allen,  Chairman;   E.   C.  Southwick,  Secy. 

Ridgeway,  Pa.— Traffic  Club  of  Elk  County.     W.  H.  Grant, 
Pres.;   C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.     A.  T.  Cobb,  Chairman;   F.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.    A.  F.  Versen.  Pres.;  J.  R.  Beil,  Secy. 

San  Francisco  Transportation  Club.    W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco  Traffic  Club.     W.   T.  Bozernan,  Pres.;   L.  N. 
Bradshaw,  Secy. 

Seattle  Transportation   Club.     F.  W.  Graham,  Pres.;   E.   W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.     R.  A. 
Zwemer,  Pres.;   R.  R.  Wigton,  Secy. 

South  Bend  Traffic   Club.     F.   S.   Montgomery,  Pres.;    G.  S. 
Hess,  Secy.-Treas. 

Spokane  Transportation  Club.   W.  H.  Ude,  Pres.;  G.  B.  King, 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.     A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.    W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton    (N.  J.)   Traffic   Club.     M.   D.   Warren,  Pres.;    F.  J. 
Quick,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.     W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica   (N.  Y.)   Traffic  Club.     R.  E.  Fitch,  Pres.;   C.  E.  Dar- 
rigrand.  Secy,  and  Treas. 

Tulsa,  Okla.— Transportation  Club  of  Tulsa.     A.  C.  Holmes, 
Pres.;   R.  C.  Hughes,  Secy. 

Waco  Traffic  Club      C.  H.  Carringer,  Pres.;   Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.     C.  E.  Phelps,  Pres.;  J.  T.  M.  Du- 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.    H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita   Traffic    Club.     G.    P.    Nissen,   Pres.;    H.    G.   Watts, 
•ecy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

Worcester'  (Mass.)    Traffic    Association.    H.    A.    Rousseau, 
Pres.;  J.  H.  Lane,  Secy. 

York   (Pa.)   Traffic  Club.    W.  L.  Rupp,  Pres.;   J.  F.  Baird, 
Secy.-Treas. 


LJUBI,  uurvtusunauie,  unjustly  discriminatory  ana  unduly  prei- 
tial  or  prejudicial  rates  on  manganese  ore  from  Philadelphia, 
[more,  Kast  Boston.  Weehawken  to  North  Tonawanda,  N  1' 
!  reparation  of  $17,700. 


The  abstracts  of  tariff  filings,  rejections,  suspen- 
sions, etc.,  as  printed  in  each  issue  of  THE  DAILY 
TRAFFIC  WORLD  enable  subscribers  always  to  be 
sure  their  tariff  files  are  up-to-date. 


Digest  of  New  Complaints 

No.  12704,  Sub.  No.  2.     Lehigh  Portland  Cement  Co.,  Allentown,  Pa.    vs. 
C.  B.  &  Q.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  cement  from  lola,  Kan.,  to  destinations  in  Kan- 
sas, via  both  interstate  and  intrastate  routes.  Asks  just  and 
reasonable  rates  and  establishment  of  non-discriminatory  relation- 
ship of  rates  as  between  lola  on  the  one  hand  and  Hannibal.  .Me., 
on  the  other,  to  destinations  in  Kansas. 

No.  13109.     Star  Timber  Co.,  Atlanta,  Mo.,  vs.  C'.  &   X.  W. 

Excessive,  unreasonably  burdensome,  unjust  and  illegal  rate  of 
86Hp  Per  ton  for  shipments  of  mine  props  from  points  in  northern 
Missouri  on  lines  of  the  defendant  to  points  in  Iowa.  Asks  for  a 
rate  of  81c  and  reparation  from  November  22.  1920 

No.  13110.    The  Minneapolis  &  St.  Louis  R.  11.  Co.  vs.  Peoria  &  Pekin 
Union  Ry.  Co. 

Asks  Commission  to  declare  defendant's  tariff  providing  for  a 
Charge  for  interchange  switching  between  complainant  and  tenant 
companies  of  defendant  to  be  invalid  and  illegal  and  in  the  event 
that  the  Commission  finds  any  charge  proper  to  declare  the  pres- 
ent charge  unjust  and  unreasonable. 

No.    13111.      The    Kneeland   Bigelow    Co.    et   al.,    Bay    City,    Mich.,    vs 
Michigan  Central. 

Unjust  and  unreasonable  rates  on  logs  from  points  on  defend- 
ant's Mackinaw  division,  north  of  Bay  City,  to  Bay  City.  .Mich 
Asks  Commission  to  take  jurisdiction  of  these  rates  and'  to  pre- 
scribe just  and  reasonable  rates  and  to  award  reparation. 

No.  13112.     Clay  County  (Ky.)  Coal  Operators'  Assn.  et  al.  vs.  L.  &   X 
et  al. 

Unjust,   unreasonable  and  unduly  prejudicial   rates  on  coal   from 
mines  on   the    Cumberland  &   Manchester  R.    R.   to  various   inter- 
state destinations.     Asks   for  rates  the   same   as  apply   from 
bourville,  Ky.,  and  other  contiguous  stations,  and  reparation. 

No.   13113.     Donner  Steel  Co.,   Buffalo,  N.   Y.,   vs.  Director  General,  as 
agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or «~j«-«-«  _«.-- 

Baltim 
Asks  i 

No.    13114.      E.    W.    Arthur,    Omaha,    Neb.,    vs.    Director    General,    as 
agent. 

Unjust  and  unreasonable  rates  on  dried  beans  from  Omaha  to 
Hurts  switch.  South  Omaha.  Asks  reparation. 

No.  13115.     International  Steel  Corporation,  New  York,  N.  Y'.,  vs.  Penn- 
sylvania. 

Unjust,  unreasonable  and  unjustly  discriminatory  charges  on 
steel  from  Trenton,  N.  J.,  to  Philadelphia,  for  export  to  Italy. 
alleged  to  have  accrued  because  of  longshoremen's  strike.  \sks 
reparation. 

No.  13116.     Central  Wisconsin  Supply  Co.,  Beaver  Dam.  Wis,  vs    Chi- 
cago, Terre  Haute  &  Southeastern  et  al. 

Unjust  and  unreasonable  charges  on  coal  from  Latta,  Ind.  to 
Chicago,  reconsigned  to  Corliss.  Wis.  Asks  reparation. 

No.  13117.      Little  Fork  Coal  Co.,  Willard,   Ky.,  vs.  Eastern  Kentucky, 
Director  General  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  coal  from  Willard,  Ky.,  to  Cin- 
cinnati and  other  points  in  C.  F.  A.  territory.  Asks  reparation. 

No.  13118.     Valley  &  Siletz  R.  R.   (Oregon)  vs.  Southern  Pacific. 

Unjust,  unreasonable  demurrage  charges  on  freight  cars  fur- 
nished by  defendant  to  complainant  because  defendant  treats  com- 
plainant as  a  shipper.  Asks  for  an  arrangement  retroactive  to 
March  1,  1920,  which  will  allow  complainant  four  days'  free  lime 
and  an  average  agreement. 

No.  13119.     S.  G.  Palmer  Co.,  Minneapolis,  Minn.,  vs.  Director  General, 
as  agent,  N.  Y.  C.  et  al. 

Unjust  and  unreasonable  charges  on  apples  from  points  in  New 
York  state  to  Minneapolis  by  reason  of  icing  charge  made,  al- 
though bills  of  lading  bore  notation,  "Do  not  re-ice."  Asks  repara- 
tion. 

No.  13120.     The  National  League  of  Commission  Merchants  of  the  U. 
S.,  Washington.  D.  C.,  vs.  Pennsylvania  et  al. 

Asks  authority  of  Commission  for  refund  of  cartage  charges  paid 
by  complainant  on  shipments  of  fruits  and  vegetables  from  various 
points  to  New  York  City,  but  accepted  at  various  other  points  by 
consignees  because  of  strikes  among  switchmen  and  train  crews  in 
and  around  New  York  City  terminals. 

No.    13121.       Chas.     K.     Spaulding    Logging    Co.,     Portland,     Ore.,     vs. 
Director  General,  Southern  Pacific  et  al. 

-  Unjust,  unreasonable  and  unjustly  discriminatory  charges  on  fir 
piling  In  single  and  multiple  car  lots,  from  points  in  Oregon  to 
destinations  In  California,  and  to  Detroit.  Mich.  Asks  for  repara- 
tion down  to  basis  applied  on  fir  lumber  in  single  car  lots. 

No.  13122.    Firestone  Tire  and  Rubber  Co.,  Akron,  O.,  vs.  Pennsylvania. 
Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  channels  from  Pittsburgh,  Pa.,  to  Akron  and  South 
Akron,   O.     Asks  for  reparation  down   to  basis  of  combination  of 
local  rates  to  and  from  Youngstown  or  Reliance    O. 

No.  13123.     The  Pittsburgh  Plate  Glass  Co.,  Barberton,  O.,  vs.  Din 
General,  as  agent,  et  al. 

Unjust,   unreasonable,   unjustly  discriminatory  and  unduly   pi 
erential  or  prejudicial  rates  on  fluxing  limestone  from  Fultonham. 
O..  to  Barberton.  O.,  as  compared  with  rate  in  effect  from  Marble 
Cliff  and  Marble  Head.  O.     Asks  reparation. 

No.  13124.     Anaconda  Copper  Mining  Co.,  Anaconda,  Mont.,  vs.  Direct. n- 
General,  as  agent,  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  coke  from  Sunnyside,  Utah.,  to 
Black  Eagle,  Mont.  Asks  reparation. 

No.   13125.     Turner  Supply  Co.,  Mobile,  Ala.,   vs.   Director  General,   as 
agent. 

Excessive  and  unreasonable  rates  on  sawmill  outfit  from  Meehan 
Junction,  Miss.,  to  Mobile,  Ala.  Asks  reparation. 

O.   &   A.   RAILWAY   STOCK 

The  Oklahoma  &  Arkansas  Railway  Co.  has  been  authorized 
by  the  Commission  to  issue  $307,500  of  capital  stock  to  J.  W. 
Hoffman  &  Co.,  a  contracting  company,  in  payment  for  the 
construction  of  20  miles  of  railroad  from  Salina  to  Kansas,  Okla., 
and  one  locomotive.  Construction  of  the  road  was  authorized 
by  the  Commission  September  14,  1921.  Payment  for  the  con- 
struction is  to  be  made  to  the  contractor  in  the  capital  stock 
at  par  at  the  rate  of  $15,000  per  mile,  the  Commission  said. 
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EXPORTERS'  ENCYCLOPAEDIA 

The  1922—  Seventeenth  Annual  Edition 

MORE  THAN  A  BOOK—  A  SERVICE 

Advance  orders  accepted  now.  The  only  authoritative  and  complete  guide  for  exporting  manu- 
facturers. Contains  accurate  detailed  information  on  every  question  which  can  arise  in  connec- 
tion with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical  Index  of  Ports,  Cities  and 
Countries  of  the  World. 

Alphabetical  List  of  Steamship  Lines 
and  Agents. 

Approximate  Values  of  Foreign  Coins. 

Banks  and  Bankers  in  Foreign  Trade. 

Bills  of  Lading  (Arrangement  of). 

Cable  Rates. 

Commerce,  Industries,  etc.,  of  each 
Country. 

Commercial  Terms   (Explanation  of). 

Consignment  of  Goods. 

Consular  Invoices  (Facsimiles  and  In- 
structions). 

Consular  Regulations  (in  full  for  each 
country). 

Consuls  (American  and  Foreign). 


Conversion  Tables  of  Foreign  Curren- 
cies. 

Distances  from  New  York   (Table). 

Drawbacks  on  Export  Shipments. 

Foreign  Postage  Rates. 

Foreign  Weights  and  Measures  (Amer- 
ican Equivalents). 

Mail  Time  to  Foreign  Cities. 

Marine  Insurance. 

Metric  Weights  and  Measures. 

Minimum  Bills  of  Lading  (for  each 
shipping  route). 

Parcels  Post. 

Packing  for  Expoi't. 

Postal  Money  Order  System  (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling  American  Goods  Abroad. 


All  the  shipping  Routes  from  New  York,  Philadelphia,  Boston,  Baltimore,  Sa- 
vannah, New  Orleans  and  Pacific  Coast  Ports  to  all  parts  of  the  world, 
arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  information  concerning  the  regulations  and  requirements  of  each 
line  to  be  observed  by  the  shipper. 

"OUR  TEXT  BOOK  ON  EXPORT  MATTERS" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative 
to  steamship  routes,  sailings  to  various  countries,  consular  regulations  respecting  transportation  of 
freight  to  a  particular  country,  steamship  regulations  governing  the  form,  issuance  and  substance  of 
shipping  receipts  and  procedure  in  making  export  shipments. 

"Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your 
work  contains  complete  and  up-to-date  information  in  condensed  form ;  your  publication  is  practically 
our  text  book  on  export  matters  and  is  almost  in  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

"The  EXPORTERS'  ENCYCLOPAEDIA  and  Its  Practical  Usefulness" 

It  is  with  pleasure  the  writer  gives  expression  to  his  appreciation  of  the  "EXPORTERS' 
ENCYCLOPAEDIA." 

In  our  Company's  International  shipping  activities,  it  is  essential  that  our  offices  in  this 
and  foreign  countries  shall  obtain   correct,   up-to-date,  world-wide  information,  regarding 
steamer  services,  Port  Facilities,  Customs  Regulations  and  associated  matters,  and  perhaps         /    ^' 


/ 


/ 
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our  recent  renewals  and  additional  subscriptions  in  quantity,  for  our  principal  offices 
throughout  the  world,  may  best  indicate  to  you  the  high  opinion  we  have  of  the 
"EXPORTERS'  ENCYCLOPAEDIA"  and  its  practical  usefulness. 

Yours  truly,        AMERICAN  EXPRESS  COMPANY. 

(Signed)  Harry  Gee,  General  Manager. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of 
frequent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  free  service  from         / 
our  Information  Bureau  on  all  subjects  within  the  scope  of  the  work.  x» 

FREE  EXAMINATION  OFFER  //  , 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLO- 
PAEDIA for  five  days' free  examination,  immediately  on  publication.  If  you  find 
it  valuable,  send  us  your  check  for  $15.00  for  the  complete  service.    If  not,  send 
it  back,  charges  collect.   It  doesn't  cost  you  a  cent,  so  fill  in  and  mail  the  coupon.        s 
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CAMBRIA  &   INDIANA   R.   R.  STOCK 

The  Cambria  &  Indiana  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  issue  $500,000  of  capital  stock 
to  be  used  as  a  stock  dividend  to  the  stockholders  under  a  reso- 
lution adopted  by  the  company  providing  for  the  transfer  .of 
$500,000  from  the  surplus  account  to  the  capital  account  of  the 
company.  The  company  has  an  authorized  capital  of  $2,000,000, 
of  which  $1,500,000  has  been  issued.  The  $500,000  of  capital 
stock  will  be  in  5,000  shares  of  the  par  value  of  $100  each. 


TEXAS   RAILROAD  CONSOLIDATION 

The  Texas  &  New  Orleans  Railroad  Company  has  been  au- 
thorized by  the  Commission  to  acquire  control,  by  lease,  of  the 
Texas  State  Railroad,  extending  from  Rusk,  Cherokee  county. 
Texas,  to  Palestine,  Anderson  county,  Texas,  a  distance  of  32.6 
miles.  The  road  was  built  by  the  state  of  Texas  in  1907  to  serve 
an  iron  furnace  and  other  industries  operated  by  the  penitentiary 
system  of  the  state  at  Rusk.  In  1917  the  iron  furnace  was 
sold  to  private  persons  and  the  penitentiary  buildings  were  con- 
verted into  an  asylum  for  the  insane.  Since  that  time  no  regular 
operations  have  been  conducted  over  the  Texas,  but  intermittent 
service  has  been  furnished.  The  Texas  &  New  Orleans  is  a  art 
of  the  Southern  Pacific  system  and  operates  a  branch  from  its 
main  line  at  Gallatin,  Tex.,  to  Rusk,  a  distance  of  8.29  miles, 
where  it  connects  with  the  Texas.  The  New  Orleans  proposes 
to  pay  the  board  of  managers  of  the  Texas  as  rental  a  sum 
equivalent  to  50  per  cent  of  the  net  railway  operating  income  of 
the  leased  line. 


W.   &    L.    E.   BONDS 

The  Wheeling  &  Lake  Erie,  in  applications  filed  with  the 
Commission,  has  asked  authority  to  issue  and  pledge  $125,000 
of  6  per  cent  refunding  mortgage  bonds  as  partial  collateral 
security  for  a  loan  from  the  government,  and  also  to  repledge 
$924,000  of  refunding  mortgage  5  per  cent  bonds  for  notes  aggre- 
gating $600,000  to  be  given  to  banks  in  Cleveland,  O.,  to  renew 
in  part  outstanding  notes. 


SOUTHERN    RAILWAY   BONDS 

The  Southern  Railway  has  applied  to  the  Commission  for 
authority  to  issue  and  sell  $5,655,000  of  first  consolidated  mort- 
gage 5  per  cent  gold  bonds,  payable  July  1,  1994,  for  the  purpose 


of  providing  funds  for  the  redemption  of  $5,655,000  of  first  mort- 
gage 6  per  cent  gold  bonds  of  the  Georgia  Pacific  Railway  Co., 
maturing  January  1,  1922.  The  Southern  proposes,  subject  to 
the  approval  of  the  Commission,  to  sell  the  bonds  at  not  less 
than  81  and  accrued  interest. 


CHANGES    IN    DOCKET 

Hearing  in  12703,  Theodore  A.  Leber  vs.  P.  &  R.  et  al.,  as- 
signed for  September  30  at  New  York,  was  postponed  to  a  date 
to  be  hereafter  fixed. 

.  Hearing  in  12497,  U.  S.  A.  vs.  Director-General,  B.  &  O.  et  al., 
assigned  for  September  28,  at  Washington,  before  Examiner 
Paulson,  was  postponed  to  a  date  to  be  hereafter  fixed. 


LOAN  TO  WESTERN  MARYLAND  RY. 
The  Commission  has  authorized  the  Western  Maryland  Rail- 
way Co.  to  procure  authentication  and  delivery  to  the  company's 
treasurer  of  $1,500,000  of  first  and  refunding  mortgage  5  per 
cent  gold  bonds  and  to  pledge  $1,527,000  of  first  and  refunding 
mortgage  5  per  cent  gold  bonds,  including  the  issue  of  $1,500,000, 
with  the  Secretary  of  the  Treasury  as  collateral  security  for  a 
loan  of  $1,000,000  from  the  revolving  fund.  The  loan  has  been 
approved  by  the  Commission. 


SUGAR  PINE  RY.  ABANDONMENT 

The  Sugar  Pine  Railway  Company  has  been  authorized  by 
the  Commission  to  abandon  its  line  of  railroad  between  Ralph 
and  Lyons  Dam,  Cal.,  a  distance  of  14.15  miles.  The  line  was 
originally  constructed  as  a  plant  facility  of  the  Standard  Lumber 
Company  of  Sonora,  Cal.,  and  the  Commission  said  the  record 
showed  it  had  amounted  to  little  more  than  that  since  it  began 
operations.  The  lumber  company  leased  the  property  for  15 
years,  beginning  April  12,  1918,  and  is  operating  the  road  almost 
wholly  as  a  plant  facility. 


MILLEDGEVILLE  RY.  STOCKS  AND  BONDS 
The  Milledgeville  Railway  Company  has  been  granted  au- 
thority by  the  Commission  to  issue  $30,000,  par  value,  of  common 
capital  stock  and  to  exchange  the  stock  for  a  like  amount  of  the 
company's  outstanding  bonds.  The  company's  line  is  leased  to 
the  Georgia  Railroad,  which  in  turn  is  leased  by  the  L.  &  N. 
and  the  A.  C.  L. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
haying  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

October  3 — Bismarck.  N.  D. — Examiner  Hoy: 
12892 — North  Dakota  express  rates. 

October  3 — Omaha,  Neb. — Examiner  Kephart: 
12743— Swift  &  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12910 — Fairmount  Creamery  Co.  vs.  C.  B.  &  Q.  et  al. 
12729 — David  Cole  Creamery  Co.  et  al.  vs.  Director  General,  C.  B.  & 
Q.  et  al. 

October  3 — Mobile,  Ala.— Examiner  Keeler: 

12681 — In   re  charges  for  wharfage,  handling:,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  3 — Philadelphia,  Pa. — Examiner  McGrath: 
12808— The  J.  G.  Brill  Co.  vs.  P.  B.  &  W.  et  al. 

12818 — Keystone  Elevator   and   Warehouse   Co.   vs.   Director  General 
and  Pa.  R.  R. 
October  3 — Houston,  Tex. — Examiner  Keene: 

12932 — Humble  Oil  and  Refining  Co.  et  al.  vs.  Director  General  et  al. 
October  3 — Washington,  D.  C. — Examiner  Pitt: 

Fourth  Section  App.  12071 — Norf.  Sou.  Ry. 

October  4 — Washington,  D.  C. — Commissioner  Cox  and  Examiner  Quirk: 
12995— Southern   Hardwood   Traffic   Assn.    et  al.   vs.   Illinois   Central 

et  al. 
October  4 — Galveston,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Reasonableness,   relationship  and  propriety  of  differentials  taken 
by  Galveston  over  Houston  on  traffic  to  Texas  points.) 
October  4 — New  Orleans,  La. — Examiner  Keene: 

12886 — Fleming  Bros,  et  al  vs.  Garyville  Northern  et  al. 
12009 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
12478 — Allowance  of  mileage  for  Mississippi  River  crossings.     (Hear- 
ing confined  to  introduction  of  testimony  bearing  on  crossings  at 
Angola,  La.) 
October   5 — Argument   at   Washington,    D.    C.: 

I.  and  S.  1358 — Box  shocks  from  Georgia,  North  and  South  Carolina 
and  Virginia  to  eastern  points. 

October  5 — Grand  Rapids,  Mich. — Examiner  Quevedo: 

12977 — Jackson   Chamber  of  Commerce   et  al.   vs.   Ann   Arbor  et   al. 
Such  fourth  section  departures  as  may  exist. 

12828 — Michigan  Paper  Mills  Traffic  Assn.  vs.  C.  &  O.  et  al. 
October  5 — New  York,  N.  Y. — Examiner  Gerry: 

12848 — Aluminum  Co.  of  America  et  al.  v.  Massena  Terminal  et  al. 

12848  (Sub.  No.  1) — Ball  Coal  Co.  vs.  Massena  Terminal  et  al. 
October  5 — Galveston.  Tex. — Examiner  Mackley: 

12798 — Galveston  Commercial  Assn.  vs.  G.  H.  &  S.  A.  et  al. 

I.  and  S.   1387— Absorption  of  terminal  charges  on  grain  for  export 
ill  Texas  ports. 


October  6 — Argument  at  Washington,  D.  C. : 

*   Ex  Parte  80 — In  the  matter  of  awarding  reparation  on  a  lower  luisis 

prior  to  June  25,  1018,  than  on  and  after  that  date. 
October  6 — Topeka,  Kan. — Examiner  Disque: 

11916 — Kansas  rates,  fares  and  charges. 
October  6 — New  Orleans,  La. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,   storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  6 — Mobile,  Ala. — Examiner  Keene: 

I.  and  S.  1372  (and  first  supplemental  order) — Meridian  rate  case. 
October  6 — Sioux  City,  la. — Examiner  Kephart: 

12402 — Hanford  Produce  Co.  vs.  Director  General  and  Am.  Ry.  Exp. 
12708— Ballou  Brick  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
October  7 — Beaumont,  Tex.— Examiner  Mackley: 

12683 — A.  Kaplan  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
12897 — Eastern  Texas  Electric  Co.  vs.  Director  General,  T.   &  N.  O. 
October  8 — Chicago,  111. — Examiner  Kephart: 

10771 — United  Iron  Works  Co.  vs.   Director  General,  A.   T.   &  S.  F. 

et  al. 
Portions  of  Fourth  Section  Application  701,  F.  A.  Leland  and  others, 

filed  by  various  western  carriers. 
October  8 — Beaumont,  Tex. — Examiner  Mackley: 

Fourth    Section    Application   628 — F.   A.   Leland    (in   connection    with 

No.  12740). 
12740 — Beaumont  Chamber  of  Commerce  vs.  Alexandria  &  Western 

et  al. 

12746 — Beaumont  Chamber  of  Commerce  vs.  Director  General,  Beau- 
mont, Sour  Lake  &  Western  et  al. 
October  10 — Chicago.  111. — Examiner  Wagner: 
"  I.  and  S.  1379 — Storage  charges  on  apples  and  years  in  eastern  group 

of  transcontinental  traffic. 
October    10— Milwaukee,    Wis.— Examiner   Quevedo: 

12878 — Milwaukee  Western  Fuel  Co.  vs.  Director  General. 
October  10 — Huntington.  W.  Va. — Examiner  Money: 

12901— Willard  Coal   Co.   et   al.   vs.   Eastern  Ky.  Ry.  et  al. 
October  10 — Tulsa,  Okla. — Examiner  Seal: 

13053— Barnsdall  Refining  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12365 — Oklahoma   Iron   Works   et  al.  vs.   Director  General,   A.   C.   & 

Y.  et  al. 
October  10 — Minneapolis.  Minn. — Examiner  H.  J.  Wagner: 

I.  and  S.  1390 — Cedar  poles  from  Minnesota  to  Canadian  points. 
October  10 — Washington,  D.  C. — Examiner  Paulson: 

12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
October   10 — Chicago.   111. — Examiner  Hosmer: 

12071 — Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
October  10 — Beaumont,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  Intrastate  rates  within  the  state  of  Texas. 
(Rates  on  crude  and  fuel  oil  and  commodities  taking  same  rates 
moving  for  distances  less  than  covered  by  maximum  rate  on  oil.) 
8418 — Railroad   Commission   of   Louisiana   vs.   Aransns   Harbor  Ter- 
minal. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gulf  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service— 
A-l  Steamers 

Mobile    West  African  ports,  via  Azores,   Canary 
and  Madeira  Islands. 
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October  10 — Harrisburg,  Pa. — Examiner  Witters: 

12917 — The  Central  Iron  and  Steel  Co.  vs.  Director  General. 
October  10 — Washington,  D.  C. — Examiner  Early: 

1272& — Hagerstown  Chamber  of  Commerce  vs.  Western  Md.  et  al. 
October  10 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In   re  charges  for  wharfage,   handling,   storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  10 — St.   Louis,   Mo. — Examiner  Kephart: 

12716— Utah  Gilsonite  Co.  vs.  A.  T.  &  S.  F.  et  al. 
October  11 — Chicago.  111.— Examiner  Wagner: 

*  I.    and    S.    1380 — Scrap    paper,    rags    and    old   rope    between    Western 

Trunk'  Line  points. 
October  11 — Tulsa,  Okla. — Examiner  Seal: 

11354 — Producers'    Refining   Co.   vs.    Director  General,   G.    C.   &   S.    F. 

ct  al. 

October  11 — Minneapolis.  Minn. — Examiner  H.  J.  Wagner: 
12943 — W.  P.  Devereaux  Co.  vs.  Diretcor  General. 
13022 — W.  P.  Devereux  Co.  vs.  Director  General. 
October  11 — Washington,  D.  C. — Examiner  Early: 

12883 — Marion    Extract    Co.,    Inc.,    et   al.    vs.    Director   General    and 

Marion  &  Rye  Valley. 
October  11 — Louisville,  Ky. — Examiner  Fleming: 

I.  and  S.  1391 — Transit  privileges  on  lumber  at  Memphis,  Tenn.,  and 

Louisville,  Ky.,  originating  in  Ark.  and  La. 
October  11 — Buffalo,  N.  Y. — Examiner  Witters: 

I.  and  S.  1394 — Switchin"  charges  at  Attica,  N.  Y. 
October  12— Chicago.   111. — Examiner  Wagner: 

*  I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  111.,  St.  Louis, 

Mo.,  and  intermediate  main  line  points. 
October  12 — Washington,   D.   C. — Examiner  Early: 

*  I.  and  S.  1405— Cottonseed  cake,  meal  and  oil  from  Arkansas,  Louisi- 

ana,  Missouri,   Oklahoma  and  Texas. 
October  12 — Minneapolis,  Minn. — Examiner  H.  J.  Wagner: 

12882 — Moore  &  Moore,  Inc.,  vs.  Director  General. 

12930 — Carney  Cement  Co.   vs.   Director  General,    C.   St.    P.    M.    &   O. 
October  12—  Argument  at  Washington,  D.  C. : 

I.  and  S.  1272 — Switching  an.d  absorption  at  Minneapolis. 

8297 — Acme"  Cement  Plaster  Co.  vs.  A.  C.  &  Y.  Ry.  et  al. 

8386 — American  Cement  Plaster  vs.  Mich.  Cent.  R.  R.  et  al. 
October  12 — Louisville,  Ky. — Examiner  Fleming:    ° 

12887 — National  Veneer  and  Panel  Manufacturers'  Assn.  et  al.  vs. 
Aberdeen  &  Rockflsh  et  al. 

12713 — The  Singer  Mfg.  Co.  vs.  111.  Cent,  et  al. 

12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  et  al. 

12715 — The  Singer  Mfg.  Co.  vs.  Director  General,  C.  &  E.  I.  et  al. 

12731 — The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
October  12 — Springfield,  111. — Examiner  Quevedo: 

12944 — In  the  matter  of  intrastate  rates  on  railroad  cross  ties  within 

the  state  of  Illinois. 
October  12 — Buffalo,  N.  Y. — Examiner  Witters: 

I.  and  S.  1399 — Lumber  from  North  Tonawanda,  N.  Y.,  to  Canandai- 

gua,  N.  Y. 
October  13 — Chicago,  111. — Examiner  Wagner: 

*  10255 — J.  D.  Hollingshead  Co.  vs.  Director  General,  Adirondack  &  St. 

Lawrence  R.  R.  et  al. 
October  13 — St.  Louis,  Mo. — Examiner  Money: 

10912 — Acme  Cement  Plaster  Co.   vs.    Director  General,   P.   M.    et   al. 
10950 — Acme  Cement  Plaster  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 
10951    (Sub.    Nos.   1    and   2) — Acme  Cement  Plaster  Co.   vs.   Director 

General,  Quanah,  Acme  &  Pac.  et  al. 
10952 — Acme  Cement  Plaster  Co.  vs.  Director  General,  Quanah,  Acma 

&  Pac.  et  al. 

October  13 — Argument  at  Washington.  D.  C.: 
9702 — Memphis   Southwestern   investigation. 
7304 — The  City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 
9927 — Railroad  Commission   of  Arkansas  et  al.   vs.   Ark.   Cent,   et  al. 
9886 — Chamber  of  Commerce,   Monroe,  La.,  vs.  Ark.   &  La.  Midland 

et  al. 

10084 — Natchez  Chamber  of  Commerce  vs.  Natchez  &  Southern  et  al. 
6390— Memphis  Freight  Bureau  vs.  St.  L.  I.  M.  &  S.  et  al. 
10418 — Arkansas    Jobbers'    and    Manufacturers'    Assn.    vs.    Director 

General  et  al. 
10419 — Arkansas    Jobbers'     and    Manufacturers'    Assn.    vs.    Director 

General  et  al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs.  A.  &  V.  ct  al. 
Portions  of  Fourth  Sec.  Apps.  458,  N.  C.  &  St.  L. :  799,  St.  L.-S.  F.: 

1548,  Sou.  Ry.:  1898.  W.  H.  Hosmer;  1952,  L,.  &  N. :  2045,  111.  Cent.; 

2138.   M.   &  O.:   4218.    4219  and   4220.    St.   L.   I.   M.    &   S.;   702,   F.    A. 

Leland   and    J.    F.    Tucker;    1867.    W.    H.    Hosmer   and    others   not 

enumerated. 
October  13 — Buffalo,  N.  Y. — Examiner  Witters: 

1286& — Daniel   Green  Felt   Shoe   Co.   et  al.   vs.   Director  General,   At- 
lantic City  R.  R.  et  al. 
October  14 — Chicago,  111. — Examiner  Wagner: 

*  10804 — Barnett  Oil  and  Gas  Co.  vs.  Director  General,  L.   &  N.  et  al. 
October  14 — Buffalo,  N.  Y. — Examiner  Witters: 

12317 — Lackawanna  Steel  Co.  vs.  Director  General. 
October  14 — St.  Louis.  Mo. — Examiner  Money: 

12866-^-Standard  Rail  and  Steel  Co.  vs.  Terminal  R.  R.   Assn.   of  St. 

Louis  and  Director  General. 
October   14 — Houston,   Tex. — Examiner  Seal: 

12982 — Weatherford  Crump  &  Co.  vs.   Abilene  &  Southern  et  al. 
October  15— Chicago.  111. — Examiner  Wagner: 

*  12868 — Sinclair  Refining   Co.   vs.   Director  General. 

*  12599 — Wilson    &    Co.,    Inc.,    of    Oklahoma,    vs.    Director   General,    Hi- 

Cent,  et  al. 
October  15 — Fargo,  N.  D. — Examiner  H.  J.  Wagner: 

12967 — C.  H.  Hammond  et  al.  vs.  Midland  Continental  et  al. 
October  15 — St.  Louis,  Mo. — Examiner  Money: 

12869 — Indiahoma  Refining  Co.  vs.  Director  General,   St.  Louis  Mer- 
chants' Bridge  Terminal  et  al. 
12870— Indiahoma  Refining  Co.   vs.   Director  General,   A.   T.   &  S.   F. 

et  al. 
October  15 — Terre  Haute    Ind. — Examiner  Quevedo: 

12908 — Terre  Haute,   Indianapolis   >t   Eastern   Traction   Co.   et  al.   vs. 

Director  General. 

12881 — Jesse  E.  Isgregg  et  al.  vs.  Director  General.  C.  &  E.  I. 
October  17 — Chicago.  111. — Examiner  Bartel: 

10745 — National  Wholesale  Grocers'  Assn.  of  U.  S.  vs.  Director  Gen- 
eral, Alabama  &  Vickshurg  ot  al. 

10745  (Sub.  No.  1) — Southern  Wholesale  Grocers'  Assn.  vs.  Southern 
Ry.  et  al.  (Question  of  elimination  of  lard  compounds  and  lard 
substitutes  from  mixing  rules  covering  fresh  meats  and  packing 
bouse  products.) 


*  12852 — Farmers'    Elevator    Co.    of   Southern    Lake    County,    Ind.,    vs 

C.  I.  &  L.  et  al. 
October  17 — Washington,  D.  C. — Examiner  Early: 

*  12915 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 

October  17 — Galveston,  Tex. — Examiner  Seal: 

13073 — Galveston  Commercial  Assn.  vs.  Abilene  &  Southern  et  al. 

*  I.   and   S.    1393 — Cotton  and  cotton  linters   to  Pacific  coast  ports   for 

export. 
October  17 — Tampa,  Fla. — Examiners  Butler  and  Roth: 

I2893 — Transportation    of    strawberries    by    express    in    C.    L.    lots    in 

passenger  trains  from  Florida  to  northern  markets. 
'    12981 — Railroad  Commissioners  of  the  State  of  Florida  vs.  America]! 

Ry.  Express  Co. 
October  17 — St.  Louis,  Mo. — Examiner  Money: 

12940 — Glencoe  Lime  and  Cement  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 

12919— Sligo  Furnace  Co.  vs.  C.  &  N.  W.  et  al. 
October  17 — Nashville,  Tenn. — Examiner  Fleming: 

12921 — Chesnutt  Lumber  Co.  vs.  Director  General. 

12921    'Sub.  Nos.  1,  2  and  3)— Chesnutt  Lumber  Co.  vs.  L.  &  N.  ct  al. 
October  17 — Argument  at  Washington: 

6194 — Holmes  &  Hallowell  Co.  vs.  G.  N.,  Director  General  et  al. 

6357  (and   Sub.    Nos.   1   to  20) — Imperial  Elevator  Co.  vs.   G.    N.,   Di- 
rector General  et  al. 

6552   (and  Sub.   Nos.   1   to  14) — The  Lamport  Lumber  Co.   et  al.  vs. 
G.  N.,  Director  General  et  al. 

6715    (and   Sub.   Nos.   1   to  23) — Interior  Lumber  Co.   vs.    N.   P.   Ry., 
Director  General  et  al. 

6794  (and  Sub.  Nos.  1  to  6) — The  Northwestern  Elevator  Co.  et  al.  vs. 
G.  N.  Ry.  and  Diretcor  General. 

6983  (and  Sub.  Nos.  1  and  2) — The  Lampert  Lumber  Co.  vs.  C.  M.  & 
St.  P.  Ry.,  Director  General  et  al. 

7281    (and  Sub.   Nos.  2  to  8) — Nortz  Lumber  Co.  ys.  N.   P.   Ry..  Di- 
rector General  et  al. 

7498  (and  Sub.  Nos.  1  to  3) — Christenson  Imes  Lumber  Co.  vs.  N.  P. 
Ry.  and  Director  General. 

7656  (and  Sub.   No.  1) — John  Miller  Co.  vs.  N.   P.  Ry.  and  Director 
General. 

7895 — Traffic  Bureau  of  the  Commercial  Club  of  Aberdeen,  S.  D.,  vs. 
G.   N.   Ry.,  Director  General  et  al. 

8033 — M.  S.  Alexander  et  al.  vs.  C.  &  N.  W.  Ry.  and  Director  Gen- 
eral. 

8119  (and  Sub.   Nos.  1  to  41)— Federal  Elevator  Co.  et  al.  vs.   G.  N. 

Ry.  and  Director  General. 
October  18 — St.   Louis.    Mo. — Examiner  Money: 

*  13071 — In  the  matter  of  intrastate  rates  of  the  Terminal  R.  R.  Assn. 

of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 
October  18 — Chicago.  III. — Examiner  Bartel: 

*  13009 — Thompson-Wells  Lumber  Co.  et  al.  vs.  C.  M.   &   St.  P.   et   al. 
October  18 — Indianapolis,  Ind. — Examiner  Quevedo: 

*  12694 — In    the    matter   of   intrastate    passenger   fare    of   the    Chicago, 

Lake   Shore   &   South   Bend   Ry.    between   points   in   the    state   of 
Indiana. 
October  18 — Washington,  D.  C. — Examiner  Early: 

*  12564 — International  Coal  Products  Corp.  vs.  Director  General,  Penn- 

sylvania et  al. 

*  12920 — International  Coal  Products  Corp.  vs.  Director  General. 
October  18 — Washington,  D.  C. — Examiner  Quirk: 

*  12969 — Devisions  received  by   the  Brimstone   Railroad  and  Canal  Co. 
October  18 — Argument  at  Washington: 

8418 — Railroad   Commission   of   Louisiana   vs.    Aransas   Harbor  Ter- 
minal Ry.  et  al. 

3918 — Railroad  Commission  of  Louisiana  vs.  St.  L.  S.  W.  Ry.  et  al. 

8290 — Railroad   Commission   of  Louisiana  vs.    St.   L.-S.   F.    &  T.   Ry. 
et  al. 

I.  and  S.  710 — Eastern  Texas  class  rates. 

I.  and  S.  729 — Class  rates  to  Shreveport,  La. 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
October  18 — Chattanooga,  Tenn. — Examiner  Fleming: 

12934 — Hood  Pottery  Clay  Products  Co.  et  al.  vs.  Director  General. 
October  18 — Cleveland,  O.— Examiner  Witters: 

12928 — W.  H.  Warner  &  Co.  vs.  Director  General.  P.  £  L.   K. 
October  19 — Indianapolis.  Ind. — Examiner  Quevedo: 
:;  11894 — Indiana  rates,  fares  and  charges. 

October  19 — New  York,  N.  Y. — Examiner  Kdily: 

*  12613 — Indian  Refining  Co..  Inc..  vs.  Director  General.  B.  \-   O.   .  I    al. 
::;  12813 — Standard  Oil  Co.   (New  Jersey)   et  al.  vs.  Director  General. 

October  19 — Chicago,  III. — Examiner  Wagner: 

*  12873 — C.  A.  Ailing,  doing  business  as  Forest  City  Cotton  Oil  Co..  vs. 

Director  General. 

October  19 — Chicago.  111. — Examiner  Bartel: 

*  13008— Norton  Lumber  Co.  et  al.  vs,  C.  M.  &  St.  P. 

October  19 — Detroit,  Mich. — Examiner  Witters: 

:;  4181 — Second  industrial  railways  case,  Wyandotte  Terminal   K.    K. 

October  19 — Birmingham,  Ala. — Examiner  Fleming: 

*  I.  and  S.  1395 — Cement,  C.  L..  from  Spocari.  Ala.,  to  Shrevepurt,  La. 
12974 — Continental  Gin  Co.  vs.  Director  General. 

October   19 — Raleigh,    N.    C. — Corporation  Commission   of  North    Caro- 
lina: 

Finance  Docket  1520 — Application  of  Norf.  Sou.  R.  R.   Co.,  lesser.  In 
abandon  the  operation  of  Carthage  &  Pinehurst  R.  R.  and  of  Car- 
thago &  Pinehurst  R.  R.  Co.  to  take  up  said  line  of  railroad. 
October  19 — Kansas  City,   Mo. — Examiner  Money: 
12933 — Multibestos  Co.  vs.  Sou.  Pac.  et  al. 

12888 — The  H.  D.  Lee  Mercantile  Co.  vs.  Boston  &  Maine  et  al. 
October    19 — Spokane,    Wash. — Department    of    Public    Works    of    the 

State  of  Washington: 

Finance   Docket  1521 — In  re  application  of  G.   N.   Ry.  Co.   for  certifi- 
cate of  authority  to  abandon  a  branch  of  its  railroad. 
October  19 — Oral  argument  at  Washington.   D.  C. : 

11966— Omaha  Packing  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

12690 — Public  Service  Commission  of  Nevada  vs.  Sou.  Pac.  Co.  et  al. 

12131— Cleveland  Provision  Co.   vs.  A.   T.   &  S.   F.,   Director  General 

et  al. 
October  20 — New  York.  N.  Y. — Examiner  Kildy: 

*  12854 — The  D.  L.  &  W.  R.  H.  .Co.  vs.  Director  General. 
•:•  "2902 — The  D.  L.  &  W.  R.  R.  Co.  vs.  Director  General. 
October  20 — Chicago.  111. — Examiner  Wagner: 

*  12630— The  National    Live  Stock  Exchange-  vs.   A.   T.  ,V   S.    F.  et  al. 

October  20 — Detroit.   M  ieh.  — Examiner  Witters: 

••'  12905— The  Lsirrowc  Milling  Co.  vs.  A.  T.  &  8.  F.  et  al. 

*  12867 — Octroit   Coal    Kxonatifte  vs.    Diroetnv   General. 
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This  work  is  an  absolute  necessity  in  the  proper  settlement  of  claims  against  railroads,  express 
companies,  steamship  lines,  and  other  common  carriers,  and  is  of  exceedingly  great  value  to  business  execu- 
tives, chambers  of  commerce,  railroad  officials,  claim  agents,  lawyers,  traffic  managers,  shipping  clerks,  etc. 

The  work  contains  a  comprehensive  ANALYSIS,  a  lucid  and  authoritative  SUBJECT-MATTER  with 
copious  notes  and  complete  citation  of  cases,  a  detailed  INDEX,  and  a  complete  TABLE  OF  CASES. 

The  work  is  printed  on  the  highest  quality  of  paper,  and  the  style  of  printing  used  provides  maximum 
legibility,  being  clear,  large  type.  425  large  pages  of  size  7%  in.  x  103/4  in.  Bound  in  law  buckram. 

For  differentiation  purposes  the  Analysis  is  printed  on  pink  paper,  the  Subject-Matter  on  white  paper,  the 
Index  on  green  paper,  and  the  Table  of  Cases  on  yellow  paper.  The  mechanical  construction  and  color 
scheme  of  the  work  is  both  original  and  unique.  IT' SAVES  TIME,  LABOR  AND  MONEY. 


PRICE,  $7.50 


PIT  copy  from  publisher,  or  at  any  book  dealer. 
PLACE"  ORDER  AT  ONCE  AS  PRESENT  EDITION 


IS   LIMITED. 


TRAFFIC  LAW  SERVICE  CORPORATION, 


CHICAGO,  ILL 


w 
£ 


DELIVERIES  WILL  BE  MADE  OCTOBER  5th.   HURRY  YOUR  ORDER. 


686 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  14 


October  20— Kansas  City,  Ho.— Examiner  Money: 

*  8182 — Western  cement  rates: 

*  11829 — Nebraska  rates,   fares   and  charges   (upon   issues  referred   to 
in  Commission's  order  of  June  13,   1921). 

October  20— Austin,  Tex. — Examiner  Seal: 

12998— The    State    Highway    Dept.    of   Texas    vs.    Director    General, 

C.  &  N."W.-et  al. 
October  20— Savannah.  Ga.— Examiner  Butler: 

12628— Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 

12675— Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  b.  et  al. 

r    and  S.  1385 — Class  and  commodity  rates  from  Savannah,  Bruns- 

wick  and  Port  Wentworth,  Ga.,  to  Ga.  destinations."  . 
October  20— Washington,  D.  C.— Examiner  Early: 

12774 — Republic  Iron  and  Steel  Co.  vs.  B.  &  O.  et  al. 
October  21— New  York,  N.  T.— Examiner  Eddy: 
~  12857— Standard  Shipbuilding  Corp.  vs.  C.  R.  R.  of  N.  J. 

*  12876— Compaignie  Auxiliare  de  Chemins  de  Fer  au  Bresil  vs.  D.  L. 

&  W.  et  al. 
October  21— Washington.  D.  C.— Examiner  Early: 

12884 — The  Brier  Hill  Steel  Co.  et  al.  vs.  B.  &  O.  et  al. 
October  21— New  Orleans,  La.— Examiner  Fleming: 

*  9922 — Lake   Charles   Rice   Milling   Co.    of   La.    vs.    Director   General, 

»  Portion"6  of  Fourth  Section  Applications  376,  377,  488,  581,  624,  957, 
960,  961  and  1618.  (Upon  issues  referred  to  on  page  41  of  Commis- 
sion's report,  63  I.  C.  C.) 

*  I.  and  S.  1403 — Railroad  space  rental  charges  on  compressed  and  un- 

compressed cotton  at  Louisiana  ports. 
October  21— Oral  argument  at  Washington,  D.  C.: 
9148 — Boston   Chamber  of  Commerce  et  al.  vs.   Ocean   S.   S.   Co.   of 

Savannah  et  al. 
11025 — Pritchard-Wheeler   Lumber  Co.   et   al.   vs.   Director   General, 

11025  (Sub.   No.   1) — Desha  Lumber  Co.   et  al.   vs.   Director  General, 

Mo.  Pac.  Co.  et  al. 

11085 — Virginia  Iron,  Coal  and  Coke  Co.  vs.  Director  General,  Nor- 
folk &  Western  Ry.  Co. 

October  22 — New  York,  N.  Y. — Examiner  Eddy: 
*12909— American  Mfg.  Co.  vs.  Director  General. 

*  12909   (Sub.   No.   1) — Cross,  Austin  &  Ireland  Lumber  Co.   et  al.   vs. 

Director  General. 
October  22— Chicago.  111.— Examiner  Wagner: 

*  12877 — The  Kissel  Motor  Car  Co.  vs.  Grand  Trunk  Western  et  al. 

*  12906 — Interstate  Sand  and  Gravel  Co.   vs.   Chicago,   North  Shore  & 

Milwaukee  R.  R. 

October  22— Argument  at  Washington,  D.  C. : 
11228  (and  Sub.  Nos.  1  to  3) — Kirby  Bonner  Lumber  Co.  vs.  Director 

General  et  al. 

11109 — Boston  Wool  Trade  Assn.  vs.  Director  General,  B.  &  A.  R.  R. 
(N.  Y.  C.  R.  R.  Co.,  lessee)  et  al.     (Such  fourth  section  applications 

11388 — Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  &  S.  F. 

8525 — LaCrosse  Shippers'  Assn.  vs.  Ann  Arbor  R.  R.  et  al. 
October  24 — Natchez,  Miss. — Examiner  Fleming: 

*  8845 — Natchez  Chamber  of  Commerce  vs.  La.  &  Ark.  et  al. 

*  8920 — Natchez  Chamber  of  Commerce  vs.  Ark.  La.  &  Gulf  et  al. 

*  9036 — Natchez  Chamber  of  Commerce  vs.  Ark.  &  La.  Midland  et  al. 
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(Kates  on   petroleum,   crude,    fuel   and   residuum,   and   acid   phos- 
phate.) 
October  24 — New  York,  N.  Y. — Examiner  Eddy: 

*  12885— United    States    Nickel    Co.    vs.    Director    General    and    Karitan 

River  R.  R. 

*  12942 — The  Diamond  Match  Co.  vs.  Director  General. 

October  24— Chicago,   111. — Examiner  Wagner: 

*  12895— Morton  Salt  Co.,  Inc.,  vs.  C.  &  O.  et  al. 
October  24 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 

I.  and  S.  1397— Routing  on  lumber  from  C.  M.  &  St.  P.  Ry.  in  Wash- 
ington via  Morengo,  Wash. 
October  24 — Phoenix,  Ariz. — Examiner  Seal: 

12975 — Arizona  Packing  Co.  vs.  Arizona  Eastern  et  al. 

12976 — Arizona  Packing  Co.  vs.  Arizona  Eastern  et  al. 
October  24 — St.  Joseph,  Mo. — Examiner  Money: 

12862— Commerce  Club  of  St.  Joseph,  Mo.  vs.  Alton  &  Sou.  et  al. 

13004 — Grain  Belt  Mills  Co.  vs.  A.  T.  &  S.  F.  et  al. 
October  24 — Chadbourn,  N.  C. — Examiners  Butler  and  Roth: 

*  12893 — Transportation   of  strawberries   by   express   in  C.   L.   lots, 

passenger  trains  from  Florida  to  northern  markets. 
October  24 — Argument  at  Washington,  D.  C. : 

11742 — Brazil  Clay  Co.  vs.  Director  General,  Central  Indiana  et  al. 
11742  (Sub.  No.  1) — Clay  Products  Co.  vs.  Director  General  et  al. 
11816— Southern   Fire   Brick  and  Clay  Co.   vs.   Director   General,   as 

agent,  C.  &  E.  I.  R.  R.  Co. 
11423 — Bedford  Cut  Stone  Co.  et  al.  vs.  Director  General,  C.  I.  &  L. 

R.  R.  Co.  et  al. 
11335— Ingalls  Stone  Co.  vs.  Director  General,  C.  I.  &  L.  R.  R.  Co. 

et  al. 
11716 — Clinton  Paving  Brick  Co.  et  al.  vs.  Director  General,  C.  &  E. 

I.  R.  R. 

11723— National  Drain  Tile  Co.  vs.  Director  General,  C.  &  E.  I.  R.  R. 
October  25— New  York,  N.  Y. — Examiner  Eddy: 

*  12861— Le  Prestre,  Miller  &  Co.,  Inc.,  vs.  Erie. 
October  25 — Chicago,  111. — Examiner  Wagner: 

*  12898 — Illinois  Coal  Traffic  Bureau  vs.  Alton  &  Southern  et  al. 
October  25 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 

12899 — Pacific   Coast   Shippers'    Assn.,    Inc.,    et  al.    vs.   Director   Gen- 
eral. Arizona  Eastern  R.  R.  et  al. 
October  25 — Phoenix,  Ariz. — Examiner  Seal: 

12992 — W.  J.  Corbett  Hardware  Co.  et  al.  vs.  Director  General. 
October  25 — Oral  argument  at  Washington,  D.  C.: 

11571 — Lautz  Bros.  &  Co.  vs.  Director  General,  as  agent. 

11560 — Swift  &  Co.  vs.  Director  General,  as  agent. 

12038 — Morris  &  Co.  vs.  Director  General,  as  nprent. 

12209 — The  Cudahy  Packing  Co.  vs.  Director  General,  as  agent. 

12061 — Wilson  &  Co.  vs.  Director  General,  as  agent. 

11614 — Fels   &  Co.   vs.   Director  General,   as   agent,   B.    &   O.   R.   R. 
Co.  et  al. 

11905 — Armour  &  Co.  vs.  Director  General,  as  agent. 
»  12369  and  Sub.  No.  1 — Peet  Bros.  Mfg.  Co.  vs.  Director  General. 
October  26 — Chicago,   111. — Examiner  W.   H.   Wagner: 

*  11105^United  Chemical  and  Organic  Products  Co.  vs.  Director  Gen- 

eral, Indiana  Harbor  Belt  et  al.    (further  hearing — time   fixed  for 
filing  briefs  at  previous  hearing  has  been  set  aside). 
October  26 — Memphis,  Tenn. — Examiner  Fleming: 

*  12750 — Memphis  Freight  Bureau,  for  Abston,  Wynne  &  Co.  et  al.,  vs. 

Mo.  Pac.  et  al. 

*  12750   (Sub.    No.   1)— Memphis   Freight  Bureau,   for  F.   G.   Barton   & 

Co.  et  al.,  vs.  Director  General. 

*  12750  (Sub.  No.  2) — Memphis  Freight  Bureau,  for  Humphreys  O'Sul- 

livan  Co.  et  al.,  vs.  Director  General. 

*  13045 — Memphis  Freight  Bureau,   for  Barnwell  &  Co.   et  al.,   vs.  Di- 

rector General  and  M.  &  O. 

*  13046 — Memphis  Freight  Bureau,   for  A.  B.   Falk  &  Co.,  vs.  Director 

General  and  Alabama  &  Vicksburg. 
October  26 — Atchison,  Kans. — Examiner  Money: 

*  12859 — The  Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

*  12949 — The  Mangelsdorf  Seed  Co.  vs.  C.  B.  &  Q.  et  al. 
October  26 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 

13062 — Clear  Cedar   Shingle   Co.   vs.   Director   General,    O.-W.   R.   ft 

N.  Co. 

October  26 — Phoenix.  Ariz. — Examiner  Seal: 
13063 — Traffic  Bureau.  Chamber  of  Commerce,  Phoenix,  Ariz.,  et  al. 

vs.  Director  General  and  Sou.  Pac. 
October  26 — Argument  at  Washington,  D.  C. : 

11463 — The  Lehigh  Valley  Coal  Co.  vs.  Director  General. 

1119,? — The  Lehigh  Valley  Light  and  Power  Co.  vs.  Director  General 

and  L.  &  N.  E. 

11692 — Lehigh  Coal  and  Navigation  Co.  vs.  Director  General. 
11543— Shibakawa  &  Co.,  Inc.,  vs.  P.  &  R.  et  al. 

October  27 — Boston,  Mass.- — Examiner  Eddy: 

*  12853— Boston  Wool  Trade  Assn.  vs.  Clyde  S.  S.  Co.  et  al. 
October  27 — Chicago,  111. — Examiner  Wagner: 

*  12911 — Cement  rates  from  Sugar  Creek,  Mo.,  to  Kansas  City,  Mo. 

*  10421 — Lehigh   Portland   Cement  Co.   vs.   Director  General,   A.   T.   & 

S.  F.  et  al. 

*  10517— Atlas  Portland  Cement  Co.   vs.  Director  General,   A.  T.  &  S 

F.  et  al. 
October  27 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 

12923 — Pioneer   Lumber   Co.    et    al.    vs.    Director   General,    Northern 

Pacific. 
October  27 — Boston,  Mass.. — Examiner  Eddy: 

*  I.  and  S.  1404 — Iron  and  steel  articles  from  Boston  and  otnei    polfl 

to  Maine  Central  R.  R.  destinations. 
October  27 — Argument  at  Washington,  D.  C.: 

11644 — The  TJpson  Co.  vs.  Erie  et  al. 

11519 — standard  Export  Lumber  Co.,  Ltd.,  vs.  Director  General  et  a 

11553 — Beaumont  Chamber  of  Commerce  vs.  Director  General  ct 

11606 — John  E.  Murray  vs.  Director  General. 
October  28 — Chicago,  111. — Examiner  Hartrnan: 

4181 — Second  industrial  railways  case,   Illinois  Northern  Ry. 
October  28 — Lincoln,  Neb. — Examiner  Money: 

*  12925— John   Robinson,    trading  as   Norfolk   Hide   and    Metal   Co.,   vs. 

C.  &  N.  W.  et  al. 
October  28 — Argument  at  Washington,  D.  C. : 

11800— Belber  Trunk  and  Bag  Co.  vs.  W.  J.  &  S.  et  nl. 

11694 — Jos    Bancroft  &  Sons  Co.  et  al.  vs.  N.  Y.  N.  H.  &  H.  et  al. 

11757_O   St.  P.  M.  &  O.  Ry.  Co  et  al.  vs.  Great  Lakes  Transit  Corp 

11843 — Central  Refractories  Co.  vs.  Director  General.  T.  &  O.  C 
October  29 — Trenton.  N.   J. — Examiner  Eddy: 

*  12904 — The  J.  L.  Mott  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
October  29— Los  Angeles,  Calif.— Examiner  Seal: 

12916 — General  Petroleum  Corp.  vs.  Director  General. 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage  ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 


688 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  14 


October  29 — Argument  at  Washington,  D.  C. : 

11289 — United  Light  and   Railways  Co.   et  al.   vs.    Director  General, 

C.  R.  I.  &  P.  et  al. 

11872 — Arnold  Bros.  vs.  Director  General. 
12000 — E.    I.   Du  Pont  de   Nemours   &   Co.    vs.    Director   General   and 

Pa.  R.  R. 

12087— Western  Md.  Ry.  Co.  vs.  Pa.  R.  R. 
October  30 — Oral  argument  at  Washington,  D.  C.: 

12066— In  re  C.  B.  &  Q.  R.  R.  Co.  and  C.  &  N.  W.  Ry.  Co.  construc- 
tion and  repair,  of  railway  equipment. 
October  31 — Chicago,  111. — Examiner  Hartman: 
4181 — Second   industrial   railways    case,    Pullman    R.    R.    Co.    (further 

hearing). 
October  31 — Philadelphia,  Pa. — Examiner  Eddy: 

*  12858 — Robert  H.  Foerderer,  Inc.,  vs.  Pa.  R.  R. 
October  31 — Des  Moines,  la. — Examiner  Money: 

*  12945 — In  the   matter   of   minimum    carload   weight    on    shipments   of 

hogs  within  the  state  of  Iowa. 
October  31 — Argument  at  Washington,  D.  C.: 

*  12753 — Oklahoma  rates,  fares  and  charges  (time  for  filing  briefs  ex- 

tended to  October  29). 

October  31 — Tacoma,  Wash. — Examiner  H.  J.  Wagner: 
12931 — Bilrowe  Alloys  Co.   vs.   Nor.  Pac.  et  al. 
12615 — F.   S.  Harmon  &  Co.  vs.   Nor.   Pac.   et  al.,  portions  of  Fourth 

Section  App.  205,  R.  H.  Countiss. 
October  31 — Fresno,   Calif. — Examiner  Seal: 

12918 — E.  Y.  Foley  vs.  Western  Pacific  et  al. 
November  1 — San  Francisco,  Calif. — Examiner  Seal: 
I.    and    S.    1401 — Routing   restrictions   on   lumber    from    Hawloy    :ind 
Truckee  group  points. 

November  2 — Washington,  D.  C. — Examiner  Butler: 

*  12747 — Merchants'  &  Manufacturers'  Assn.  of  Baltimore  vs.  Am.  Ry. 

Express  Co. 

November  2— Portland,  Ore.— Examiner  H.  J.  Wagner: 
12997 — R.  J.  Holmes  et  al.  vs.  Director  General. 
12914 — Willamette   Valley   Lumbermen's   Assn.    et   al.    vs.    Sou.    Pac. 

et  al. 
November  2— San  Francisco,  Calif.— Examiner  Seal: 

2874 — Northwestern  Redwood  Co.  vs.  Director  General. 
12927 — John  A.   Corotto  vs.  Director  General. 
November  3 — San  Francisco,  Calif. — Examiner  Seal: 
12946 — Charles  Harley  Co.  vs.  Director  General 
13057 — Growers  Rice  Milling  Co.  vs.  Director  General 
November  4 — San  Francisco,  Calif. — Examiner  Seal- 
12941— Western   Meat   Co.   et  al.   vs.    Director  General,    Southern   Pa- 
cific et  al. 
12890— Standard   Oil  Co.    (California)    vs.   Director   General,   Amador 

Central  et  al. 
November  7— Spokane,  Wash.— Examiner  H.  J.  Wagner: 

I.   and   S.    1392— Treating   forest   products   in   transit   in   Idaho,    Mon- 
tana. Oregon  and  Washington. 

November   7 — San    Francisco,    Calif. — Examiner   Seal: 
13049 — K.  H.  Edwards,  doing  business  as  E.  H.  Edwards  Co    vs    Di- 
rector General. 
12968— Judson  Mfp.  Co.  vs.  Director  General  and  Southern  Pacific 


November  7 — New  York,   N.   Y. — Examiner  Disque: 

*  13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al. 

November  8 — San  Francisco,  Calif. — Examiner  Seal: 
13056 — California  Cotton  Mills  Co.  vs.  Southern  Ry.  cl  nl. 

November  9 — San  Francisco,  Calif. — Examiner  Seal: 

12912 — The    San   Francisco    Wholesale    Dairy   Produce    KxcliHiw    vs. 
Am.  Ry.  Kxpress  Co. 

November  10 — San  Francisco.  Calif. — Examiner  Seal: 

12983 — Crown  Willamette  Paper  Co.  vs.  Director  General  c-t   al. 

November  11 — Ogden,  Utah — Examiner  H.  J.  Wagner: 

13021 — Thi'  Wyoming  Sugar  Co.  vs.  Director  General  and  C.  1>.  &  Q. 
13021    (Sub.    No.    1) — The   Wyoming   Sugar  Co.    vs.    Director   Gcm-ml 
and  C.  B.  &  Q. 

November  11. — Chicago,    111. — Examiner    Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  12063  of  R.  H.  Count  iss. 
November  14 — Puehlo,  Colo. — Examiner  H.  J.  Wagner: 

12985 — Norman  H.  Schlieper  vs.  Southern  Pacific  et  al. 
November  17 — Chicago,   111. — Examiner  Disque: 
«  Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 
November  19 — Omaha,   Neb. — Examiner  Disque: 

*  Portions  of  Fourth  Section  Apps.  8835  of  R.  H.  Countiss. 

November  21 — San  Francisco,  Calif. — Examiner  Pitt: 
Portions    of    fourth    section    applications    1092.    1243.    1244,    12C2.    1347 

and  others  filed  by  Sou.  Pac.  Co.,  A.  T.  &  S.  F.   Ry.  and  F.   W. 

Gomph. 
November  21 — Denver,   Colo. — Examiner  Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  120C3  of  R.  H.  Countiss. 
November  23 — Helena,  Mont. — Examiner  Disque: 

*  Fourth  Section  Apps.  11918,  11957,  1181)5  and  12063  of  R.  H.  Countiss. 
November  25 — Salt  Lake   City,   Utah — Examiner  Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  12063  of  R.  H.  Countiss. 
November  26— Salt  Lake  City.   Utah — Examiner  Disque: 

*  Portions  of  Fourth  Section  App.  8835  of  R.  H.   Countiss. 
November  28 — Boise,    Ida. — Examiner  Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  12063  of  II.  H.  Countiss. 
December  1 — Spokane,    Wash. — Examiner  Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  12063  of  R.  H.  Countiss. 
December  5 — Portland.    Ore. — Examiner   Disque: 

*  Fourth  Section  Apps.  11948.  11957,  11895  and  12063  of  R.  H.  Countiss. 
December  8 — San   Francisco.  Cal. — Examiner  Disque: 

*  Fourth  Section  Apps.  ll'.HX,  11957,  11895  and  12063  of  R.  H.  Countiss. 
December  12 — San  Francisco,   Cal. — Examiner  Disque: 

*  Portions  of  Fourth  Section  App.   8835  of  R.   H.   Countiss. 
December  17 — Phoenix.    Ariz. — Examiner  Disque: 

*  Fourth  Section   Apps.    ll'.US.   Mlif.T.  11895  :ind   12063  of  R.  H.  Countiss. 
January  9.  1922 — Atlanta.    Ga. — Examiner  Disque: 

*  Fourth  Section  Apps.  11948,  11957,  11895  and  12063  of  R.  IT.  Countiss. 
January  11,  1922 — New    Orleans,    La. — Examiner   Disque: 

*  Portions  of  Fourth  Section  App.   8835  of  R.   H.   Countiss-. 

*  Fourth  Section  Apps.   11948.  11957.  11895  and  12063  of  R.  H.  Countiss. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket    12681— Port    Investigation— Charges   for   wharfage,    handling, 
storage,  and  other  accessorial  services,  September  19th  to  October  10th 


Official  transcripts  of  the  testimony  taken  in  proceedings  of  the 
Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traffic 
World)  throughout  the  country  except  Washington  can  be  had  only  from 


The  State  Law  Reporting  Company,   official   reporters  to  the   Commission, 
Woolworth   Building,   New   York   City. 

The  charge,   as   fixed   by   the   Commission,    is   12%    cents   per  page   for 
each   copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING      BEFORE      THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  A  Counsellor 

Bate  Analyii* — Claims 

Transportation  171  8PITZER  BLDQ. 

Trackage  Arrangement* — Demurrage     TOLEDO,  OHIO 

General  Matters  Relating  to  BtaU, 
Internals  and  Foreign  Common 


QEORGUE  N.  BROWN  QXOBOI  L.  BOYLI 

BROWN  &  BOTLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjustments 

and  Practice  before  the  Interstate 

Commerce  Commission. 

Room  806  American  National  Bank  Building 
Telephone  Main  270S  Washington,  D.  C. 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1921,  Executive  Vlce-Presldent,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING.  WASHINGTON.  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


ARTHUR  B.  HAYES 

ATTORNEY  AT  LAW 

Colorado  Building,   Washington,   D.   C. 

Ftrsur  Msmbsr  ol  tht   Dssartmsnt  of  JustlM  as 

Solicitor  el   litsrnal   Rsvsiis 

Interstate    Commerce    Litigation    a 
Specialty 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

106  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  rears  Attorney  and  Bxamlner,  InUntaU 
Commerce  Commission,  and  prior  Uunto  omaied  la  tas 
practice  of  law  at  Louisville.  Ky.) 

Special  attention  to  matter*  before  the  Interstate 
Commerce  Commission.  Income  Tax  U»lt,  Federal 
Trade  Commis.io».  United  State*  Bhlppl.g  Board. 
Federal  Court*. 

701  706  WOODWARD  BLDO.,  WASHINGTON 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Louis,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claims. 
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100%  American  Premier  Fleet 

Marine  t/r 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 
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REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 
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Atlantic-Gulf  &  Pacific 
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St.  Paul  8476     BALTIMORE     406  Water  Street 
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Mobil.,  Ala. 

S.  W.  Cor.  St.   Francis  *  Water  It*. 
Oakland,    Cat 

Parr    Terminal 

Portland,    Ore. 
704    Title    &    Trust    Bldf. 


1103    L.    C.   Smith   Bldf..   Seattle.   Wash. 
Room  495,  Ellicott  Sq.   Bid*..   Buffalo,  N.   Y. 


690 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  15 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


TES*', 


'  K.:.i!j.»S 


^^ 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


8ul»b 
D»»I»TBROM 


MIDE  JC. 
kNUCKA 


To 

Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.).  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


^El  Dorado 
VFelMnth.1/ 


JSS. 


O    F 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  3950. 

Mr.  F.  A.  Layman,  General  Agent, 

129  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 
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VALDEZ     CORDOVA 
•  • 


here 

er  th 


express  service  at  freight  rates  across  the  Pacific 


Only  12  Days  to  Yokohama 
Only  14  Days  to  Kobe 
Only  18  Days  to  Shanghai 
Only  22  Days  to  Hong  Kong 


SAILINGS 

SS  WEST  HIMROD      ....      October  10  **SS  SILVER  STATE     ....     November  26 

**SS  WENATCHEE      .....      October  15  SS  ELDRIDGE        .....     November  30 

**SS  KEYSTONE  STATE     .     .     .  November  5  **SS  BAY  STATE      .....     December  10 

("Combination  21,000  ton  freight  and  passenger  liners,  speed  17)2  knots.) 

FREQUENT  COASTWISE  SAILINGS 

Between 

SEATTLE  PORTLAND 

TACOMA  SAN  FRANCISCO 

VICTORIA  LOS  ANGELES 

VANCOUVER  SAN  DIEGO 

andall  Alatka  Points 

For  Additional  Sailing  Date*,  Rater,  Detailed  Information  Apply  to 


142  South  Clark  Street,  Chicago 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Agencies  All  Cities  Pacific  Coast  and  Orient 


17  State  Street,  New  York 


— make  the 
American  Flag 
your  shipping  guide 


IRAL  LINE 


ALEXANDER.    RRESIDI.N" 


COMPANY 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  5.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


MOBILE        NEW  ORLEANS        SAN  DIEGO         LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


J 


UST  because  our  Domestic  Household  Goods  Consoli- 
dated Forwarding  Service  is  so  well  known — due  to  the 
decided  saving  in  time,  money  and  trouble  it  affords, 
we  warn  you  not  to  overlook  the  fact  that  we  handle 


HOUSEHOLD  GOODS 

in  fact  that  our  service  is  world-wide. 


To  Domestic  Points 
and  Foreign  Countries 


Foreign  shipment  of  such  goods  is  a  mighty  important  factor  of  our  work 
—a  factor,  too,  which  is  mighty  important  to  Household  Goods  shippers. 

"Lowest  rates?"     Certainly,  and  also  lowest  rates  on  transit  insurance 
covering  loss  by  fire,  derailment,  collision  and  theft. 


Consolidators  of  Machinery,  Household  Goods,  Automobiles  and  Pianos,  and  everything  for  Export. 

General  Offices:     ....     203  Dearborn  St.,  Chicago 
Eastern  Office:     ....     Woolworth  Bldg.,  New  York 


Old  South  Building,  Boston 
Ellicott  Square,  Buffalo 
Drexel  Building,  Philadelphia 


Union  Trust  Building,  Cincinnati 
Hippodrome  Building,  Cleveland 
Monadnock  Building,  San  Francisco 

Write  the  Nearest  Office. 


Van  Nuys  Building,  Los  Angeles 

Alaska  Building,  Seattle 

i3th  and  Kearney  Sts.,  Portland,  Ore. 
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WAGE  AND  RATE  REDUCTIONS 

There  seems  to  be  a  practical  agreement  on  all  sides 
Jthat  there  should  be  a  general  reduction  in  freight  rates 
commensurate  with  the  reductions  in  railroad  wages  that 
are  justified  by  present  economic  conditions  and  that 
should  be  brought  about.  The  difference  in  opinion  is 
mainly  as  to  the  order  of  procedure.  Many  think  the 
carriers  should  reduce  rates  first  and  then  rely  on  public 
sentiment  and  the  co-operation  of  industrial,  business, 
and  agricultural  bodies  to  assist  them  in  getting  their 
operating  costs  down  by  reducing  the  wages  of  labor, 
either  by  bringing  pressure  to  bear  on  the  Labor  Board 
or  by  inducing  Congress  to  abolish  that  body.  Others 
think  there  should  be  no  general  reduction  in  rates  and 
that  none  ought  to  be  expected  of  the  carriers  until  wages 
arc  reduced  to  the  proper  level. 

We  agree  with  the  latter,  both  as  a  matter  of  fair- 
ness and  justice  and  from  the  point  of  view  of  desire  for 
practical  success.  It  is  not  fair  to  ask  the  carriers  to 
reduce  rates,  in  view  of  their  present  financial  condition 
.and  scant  income,  until  the  heavy  operating  expense 
forced  on  them  by  the  public — through  the  action  of 
Congress  in  creating  a  Labor  Board,  whose  policy  has 
jbeen  what  it  is — has  been  reduced,  or  until  the  carriers 
have  had  an  opportunity  to  reduce  it,  by  means  of  other 
action  on  the  part  of  the  public;  Nor,  from  the  point  of 
view  of  expediency,  do  we  believe  the  carriers  would  get 
far  in  removing  the  cause  of  high  labor  costs  if  they 
reduced  rates  first  and  then  asked  public  support  for 
their  campaign  before  or  against  the  Labor  Board.  Hu- 
man nature  is  always  the  principal  factor  to  be  dealt 
with,  and,  however  favorably  disposed  this  or  that  or- 
ganization of  business  men  or  farmers  might  feel  toward 
the  railroads  in  a  campaign  for  a  proper  level  of  wages, 
those  business  men  or  farmers  could  hardly  be  expected 
to  stay  awake  nights  working  for  the  success  of  the 
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campaign  after  they  had  obtained  what  they  wanted— 
lower  freight  rates.  Perhaps  they  ought  to,  but,  as 
a  matter  of  fact,  they  would  not.  And  it  is  work  that  is 
needed  to  bring  any  such  campaign  to  a  successful  issue 
— work,  not  only  by  the  railroads,  but  by  individuals 
and  organizations  of  individuals  who  are  buyers  of  trans- 
portation and  who  are  seriously  affected  by  transporta- 
tion rates. 

We  would  go  one  step  farther,  however,  and  say  that, 
although  we  believe  the  railroads  ought  not  to  be  ex- 
pected to  put  into  effect  a  general  rate  reduction  until 
it  is  possible  for  them  to  reduce  wages  accordingly,  and 
that  industry  generally  ought  to  help  them  bring  about 
conditions  that  will  make  such  reductions  possible,  it 
is,  nevertheless,  up  to  the  heads  of  the  railroads  to  take 
the  lead  in  moving  against  the  Labor  Board  as  a  pre- 
liminary to  reduced  rates.  Too  many  of  them,  we  be- 
lieve, are  willing  to  pass  the  responsibility  to  the  public 
and  the  Labor  Board  and  wash  their  hands  of  fhe  con- 
sequences. The  motives  of  those  who  take  this  attitude 
are  doubtless  mixed.  Some,  perhaps,  seek  only  to  be 
relieved  of  responsibility.  Others  probably  really  be- 
lieve that  the  Labor  Board  is  a  protection  against  labor 
troubles  and  the  danger  of  transportation  being  tied  up 
by  strike.  We  believe  the  railroads  must  meet  this  dan- 
ger themselves  and  that  the  public  will  back  them  up  in 
an}-  manly  move  to  meet  it. 


FREE  PORTS  AND  FREE  ZONES 
We  are  printing  elsewhere  in  this  issue  an  address 
made  before  the  meeting  of  the  American  Bankers'  As- 
sociation in  Los  Angeles  by.  Henry  M.  Robinson  on  the 
subject  of  free  ports  and  free  zones,  as  contemplated  by 
the  Jones  bill  now  before  Congress.  We  recommend  it 
especially  to  the  attention  of  those  who  are  proclaiming 
the  necessity  for  an  American  merchant  marine  with- 
out counting  the  cost  or  even  seeing  the  obstacles  to  be 
met.  They  see  only  the  American  flag  in  every  port 
without  thought  as  to  the  means  necessary  to  get  it  there. 
Mr.  Robinson  points  out  one -of  the  difficulties — the 
inconsistency  of  attempting  to  develop  foreign  trade,  at 
the  same  time  maintaining  a  protective  tariff  policy.  He 
would  not  do  away  with  either  the  one  nor  the  other,  but 
he  advocates  what  seems  to  be  a  method  of  reconciling 
these  conflicting  government  policies  through  the  estab- 
lishment of  free  ports  and  free  zones. 

We  are  not  prepared  at  this  time  to  say  that  we 
believe  the  plan  offers  an  entire  solution,  but  we  do 


694 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  15 


GCLF,  MOBILE  £  MOBTUEBN 
RAILROAD 

AND    CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daly  Fast  Through  Freight  Schedules 


BETWEEN 


POINTS  in  the  EAST,  NORTH,  and  WEST, 


AND 


South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 


LEAVE: 

Jackson,    Tenn. 
New  Albany,   Miss. 
ARRIVE: 
Meridian 
Mobile 

New  Orleans    (N.   O.    &  N.  E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


SOUTHBOUND 

TRAIN      TIME 

71 
71 


4:30  p.  m. 
12:30  p.  m. 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

63  6:40  a.  m.  2nd  day 

66  6:30  p.  m.  2nd  day 


MILES 

0 

83 

261 
409 
443 
628 


LEAVE:  NORTHBOUND 

Shreveport  (A.  &  V.-V.  S.  &  P.)  62  8:00  p.  m. 
New  Orleans  (N.  O.  &  N.  E.)  52  9:40  p.  m. 
Mobile  72  10:00  p.  m. 

Meridian 


ARRIVE: 

New    Albany 
Jackson,    Tenn. 


30-72     *7:35  a.  m. 

72     *12:30  a.  m.  2nd  day 

72       *8:00  a.  m.  2nd  day 

*next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intercoastal  and  Export  shipments  to  clear  from  Gujf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicagq  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID,  Assistant  General  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.  L  4   W.   R.  R.    Building.   Indianapolis,    Ind.               201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New   York 

330   Reiich   Building,  Springfield,   111.                                          337   Marquette   Bide..   Chicago  728    Monadnock   Bide.,   San    Francisco,   Calif. 

894    Arcade   Building.    St.    Louis,   Mo.                                      312    Park   Bldg.,    Pittsburgh,   Pa.  609  Wesley-Roberts  Bldg..  Los  Angeles.  Calif. 

107  Railway  Exchange.  Kauas  City.   Mo.                                   41   Porter  Bldg..  Memphis.  Ten.  S14  Colm».  Bldg..  Seattle.  Wuh. 
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it  would.  at  least.  be  ;uilcp  in  the  right  direc- 


tion an<l  it  shows  tli;il  sonic  of  the  nit-n  wlio  advocate 
,i  merchant  marine  for  tin-  carrying  of  American  trade 
-.IT  tin-  practical  problems  invuKed  and  arc  trying  to 
solve  them.  They  arc  not  to  l>r  solved  by  writing  essays 
-about  the  predatory  policies  of  Germany  and  Great 
I'.ritain  and  exalting  the  bravery  of  the  soldiers  who 
died  in  France  for  the  honor  of  the  flag.  They  are  to  be 
M  lived  by  business  men  thinking  in  business  terms  —  or 
they  will  not  be  solved  at  all. 


There  should  not  be  and  is  not,  that  we  know  of, 
any  great  pressure  by  shippers  for  the  repeal  of  the  tax 
on  transportation.  The  government  must  have  money 
ami  if  it  does  not  collect  it  in  this  way  it  will  have  to 
use  some  other.  The  tax  on  transportation  is  not  large 
enough  to  be  burdensome  and  it  is  easily  collected. 


An  American  merchant  marine  is  much  to  be  desired 
from  many  points  of  view.  The  question  in  our  mind, 
however,  and  that  must  arise  in  the  minds  of  all  un- 
lnased  students  of  economic  questions,  is  whether  some 
form  of  subsidy  is  not  necessary  to  maintain  a  merchant 
marine  and  whether  such  a  subsidy  is  warranted.  Those 
who  advocate  the  maintaining  of  a  merchant  marine,  re- 
gardless of  cost,  are  prone  to  accuse  of  un-Americanism 
those  who  oppose  or  question  such  a  policy.  There  is, 
perhaps,  at  least  as  much  un-Americanism  among  those 
who  are  advocating  a  merchant  marine  as  among  those 
who  question  its  wisdom.  Certainly  much  of  the  enthu- 
siasm for  it  would  not  be  present  if  the  enthusiasts  did 
not  hope  to  profit  financially.  Let  us  be  fair  and  rea- 
sonable. 


We  are  not  questioning  the  righteousness  of  the 
proposal  to  permit  American  ships  to  use  the  Panama 
Canal  free  from  tolls  on  the  ground  that  it  would  be  a 
violation  of  a  treaty  with  a  foreign  nation.  That  is  a 
problem  of  state.  The  question  in  our  mind  is  whether 
it  is  fair  thus  to  tax  one  part  of  the  people — including 
the  railroads — that  another  part  of  the  people  may  have 
the  benefit  of  cheaper  transportation.  That  is  the  prac- 
tical aspect  of  the  matter. 


RAILROAD  INITIATIVE 

\Ve  have  had  some  things  to  say  in  these  columns 
a>  to  lack  of  railroad  initiative,  displayed  through  meth- 
ods of  rate  committees  and  in  other  ways.  It  might  be 
well  to  differentiate  a  bit  between  the  traffic  men  respon- 
sible for  getting  business  and  those  responsible  for 
tariffs,  in  speaking  of  their  attitude  toward  the  shipping 
public.  It  may,  perhaps,  be  argued  that  the  tendency 
to  be  conservative  of  the  railroad  traffic  men  who  have 
t"  do  with  tariffs  and  matters  before  the  Commission 
only  offsets  the  tendency  of  the  selling  force  to  be  too 
generous  in  order  td  obtain  tonnage.  But  the  trouble 
-eems  to  be  that  the  former  are  more  conservative  than 

latter  are  generous. 

A  suggestion  in  regard  to  the  rate  committees  might 
be  that  they  should  not.be  burdened  with  strictlv  local 


matters.  Take,  for  example,  the  auxiliary  committee  of 
tin1  Central  Freight  Association — three  good  men.  They 
are  loaded  down  with  hundreds  of  applications  for 
changes  in  rates,  half  of  which  pertain  to  local  busi- 
ness, but  which  are  referred  to  the  committee  on  the 
theory  that  you  cannot  throw  a  pebble  into  the  ocean 
without  changing  its  entire  level. 

Take,  for  example,  an  application  regarding  crushed 
stone  rates  to  points  in  Michigan.  The  view  of  the 
auxiliary  Committee  would  be  that  this  would  involve 
crushed  stone  rates  everywhere.  But  why?  Conditions 
in  Michigan  as  to  road-making  may  be  entirely  different 
from  those  in  other  states.  At  this  time  the  various 
counties  in  Michigan  are  making  no  contracts  for  next 
season's  material,  not  being  able  to  go  ahead  on  the 
present  rates.  Conditions  elsewhere  may  not  be  the 
same.  Prompt  action  should  be  taken  in  cases  that  called 
for  quick  action.  But,  with  several  hundred  other  ap- 
plications before  the  committee,  the  chances  are  that 
nothing  could  be  done  until  too  late.  And  then,  besides, 
there  is  the  pebble  theory. 

In  the  days  before  the  war  the  Central  Freight  Asso- 
ciation had  special  committees  made  up  of  traffic  officers, 
one  for  each  commodity,  such  as  grain,  grain  products, 
lumber,  clay  products,  iron  and  steel,  and  requests  for 
changes  in  rates  were  presented  direct  to  these  commit- 
tees. Prompt  action  resulted,  because  the  members  of 
each  committee  were  particularly  acquainted  with 
their  commodities  and  only  strictly  competitive  matters 
were  referred  to  them.  Now  the  whole  business,  whether 
local  or  competitive,  has  to  pass  the  scrutiny  of  just  three 
men,  who  have  no  primary  interest  in  increasing  ton- 
nage. Then  the  result  of  their  month's  work,  in  the  shape 
of  several  hundred  dockets  with  their  recommendations 
in  each  case,  goes  to  the  C.  F.  A.  general  committee, 
which  wants  to  get  through  the  work  in  two  days  and 
whose  tendency  is  to  accept  the  auxiliary  committee's 
recommendations.  We  can  think  of  few  better  ways 
how  not  to  do  it. 


HOW    SENATORS    DO    BUSINESS 

An  editorial  in  these  columns  in  the  issue  of  Octo- 
ber 1  told  of  the  action  of  Senator  Fletcher,  of  Florida, 
in  having  printed  in  the  Congressional*  Record  an  article 
referring  to  The  Traffic  World  in  offensive  and  libelous 
terms.  We  wrote  Senator  Fletcher  on  the  subject  and 
sent  him  a  copy  of  the  editorial.  Here  is  an  excerpt 
from  his  reply : 

It  is  true  that  I  did  request  the  insertion  in  the  Congressional 
Record  of  the  article  published  in  the  South  Atlantic  Ports.  I 
did  this  at  the  request  of  the  editor  of  that  publication,  who  had 
solicited  my  views  on  the  subject  and  desired  the  plan  (as  to  an 
American  merchant  marine)  given  as  much  publicity  as  possible 
in  order  to  bring  about  discussion  and  help  in  the  solution  of  the 
problem. 

I  had  read  the  article  hurriedly,  trying  to  give  particular 
attention  to  the  specific  plan  advocated,  without  fixing  my  mind 
on  outside  discussion.  I  was  not  impressed  by  any  reference  to 
The  Traffic  World  in  the  article,  although  perhaps  that  was  my 
fault.  If  I  had  gained  the  impression  that  there  was  any  reflec- 
tion on  The  Traffic  World,  or  undue  criticism,  I  should  have  In- 
sisted on  that  being  eliminated,  because  it  had  nothing  to  do 
with  the  plan  which  the  author  was  supposed  to  set  forth,  and 
it  was  that  thing  I  had  in  mind.  I  have  not  re-read  the  article 
even  yet.  *  *  *  I  am  entirely  innocent  of  any  purpose  or  inten- 
tion or  idea  of  even  criticising  to  any  extent  whatever  you  or 
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your  position.  *  *  *  I  supposed  you  had  seen  my  speech  of 
August  20  (see  Traffic  World,  August  27,  page  405)  which  re- 
ferred to  you,  and  as  further  evidence  of  good  faith  I  call  it  to 
your  attention  again. 

In  that  speech  Senator  Fletcher  referred  to  The 
Traffic  World  as  a  responsible  publication  and  replied 
to  it  with  perfectly  proper  argument.  Senator  Fletcher's 
letter  continues : 

I  did  not  sponsor  Mr.  Hart's  article,  but  simply  offered  it  as 
a  new  proposal  that  might  be  worthy  of  consideration.  I  was  not 
impressed  by  any  statement  he  made  regarding  The  Traffic 
World.  Of  course,  I  no  more  endorsed  that  than  I  did  the  pro- 
posed plan.  Since  then  I  have  examined  the  plan  more  care- 
fully and  have  written  the  editor  of  South  Atlantic  Ports  that  I 
could  not  sponsor  it  and  would  not  introduce  the  bill  intended 
to  provide  for  it,  and  offered  at  some  length  my  objections  to  it. 

In  other  words,  at  the  mere  request  of  an  interested 
person,  a  United  States  Senator  burdens  the  Congres- 
sional Record  with  the  exposition  of  a  ridiculous  scheme 
of  legislation  which  he  does  not  even  read  carefully 
enough  to  detect  its  libelous  attack  on  the  motives  of 
a  responsible  publication.  The  incident  shows  the  kind 
of  methods  and  the. kind  of  statesmen  that  are  responsible 
for  our  legislation. 


NELSON  SAYS,  "LET  THEM  STRIKE" 

The  Traffic   World   Washington  Bureau 

Declaring  he  was  getting  tired  of  railroad  strike  threats, 
Senator  Nelson,  of  Minnesota,  in  a  speech  in  the  Senate,  said 
he  did  not  know  but  that  it  would  be  a  good  thing  for  the 
country  if  the  railroad  employes  should  go  on  strike. 

"Let  the  people  realize  that  they  will  be  deprived  of  their 
food  supply,  their  fuel  and  everything  else,"  said  he.  "If  these 
men  ever  embark  on  a  strike  that  leads  to  such  results,  I  ven- 
ture the  prediction  that  the  American  people  will  rise  in  their 
might  and  wipe  them  from  the  face  of  the  earth. 

"We  cannot  tolerate  in  this  country  a  government  or  a  rule 
stronger  than  the  people  of  the  United  States.  We  cannot  tol- 
erate a  government  within  a  government.  We  cannot  afford  to 
have  any  people  take  our  country  by  the  throat  and  say,  'You 
must  do  as  we  want  or  we  will  destroy  everything  in  this  coun- 
try. We  will  hold  up  the  entire  transportation  system  of  the 
country  and  deprive  the  cities  and  the  towns  of  their  fuel,  their 
food  supply,  and  everything  else,  unless  you  do  as  we  want.' 
It  is  time  we  taught  these  men  the  lesson  that  they  are  not 
bigger  than  the  government  of  the  United  States." 

Senator  Nelson  discussed  the  railroad  labor  situation  in 
connection  with  general  labor  conditions  and  their  effect  on 
building  operations.  He  said  the  trouble  was  that  union  labor 
was  insisting  on  war-time  wages. 

"My  opinion  is,"  said  he,  "that  nothing  so  retards  indus- 
trial revival  in  this  country  today  as  the  attitude  of  organized 
labor  in  refusing  to  come  to  reasonable  wages  and  a  reasonable 
basis  of  employment.  All  over  the  United  States  we  are  suf- 
fering because  of  that  situation. 

"In  the  case  of  transportation,  the  railroads  are  unable  to 
reduce  the  rates  because  of  the  high  cost  of  operation  arising 
from  excessive  wages  which  their  operatives  demand,  and  which 
they  were  accustomed  to  receive  during  the  war  under  the 
administration  of  Mr.  McAdoo  as  director  general  of  the  rail- 
roads. Until  there  is  a  reduction  in  that  high  scale  of  wages 
and  a  change  in  the  demand  as  to  limited  hours  and  other 
peculiar  conditions,  including  the  bonuses  which  were  provided 
in  the  days  of  the  war,  the  outlook  for  the  people  of  this  coun- 
try securing  cheaper  transportation  rates  and  better  facilities 
is  hopeless,  and  without  cheaper  transportation  rates  there  will 
not  only  be  a  failure  of  industry  to  revive  as  it  ought  to  revive 
but,  more  than  that,  the  farmers  of  this  country  will  labor 
under  a  severe  handicap. 

"I  have  for  a  long  time  thought  over  this  industrial  situa- 
tion,  and  to  me  it  seems  that  there  is  nothing  in  this  country 
that  today  so  retards  the  industrial  revival  as  the  attitude  of 
union  labor  throughout  the  country  in  all  the  trades  and  em- 
ployments, transportation  and  building  trades  and  in  all 
directions. 

"The  farmer  has  had  to  submit  to  lower  figures.  The  farmer 
has  been  obliged  to  sell  his  products  at  a  sacrifice,  compared 
with  war  prices,  of  more  than  100  per  cent.  Farm  labor  has 
gone  down.  In  my  country,  a  year  ago  last  summer,  men  were 
charging  from  $6  to  ?7  a  day  to  work  in  the  harvest  fields  and 
thrashing.  Farm  labor  has  gone  down  to  $3  or  $4  a  day,  which 
is  a  fair  wage;  but  how  is  it  in  reference  to  the  operatives  of 


our  railroads?  How  is  it  in  reference  to  the  mechanics  en- 
gaged in  our  building  trades?  They  have  not  come  down;  and 
when  Judge  Landis  the  other  day  made  a  reasonable  reduction 
for  the  building  trades  in  Chicago — I  thought  it  was  very  mod- 
erate and  very  reasonable — yet  they  protested  and  threatened 
to  strike.  Under  such  conditions,  if  they  find  themselves  in  a 
state  of  idleness  they  are  themselves  to  blame. 

"There  would  not  be  many  idle  men  in  this  country  today 
if  union  labor  would  come  down  to  a  reasonable  and  moderate 
figure  in  conformity  with  what  is  occurring  in  other  lines  of 
business  and  in  other  directions.  Until  we  reach  a  lower  level 
of  prices  in  connection  with  union  labor,  and  until  we  get  more 
effective  service,  it  is  useless  to  look  for  a  return  of  prosperity 
and  a  complete  revival  of  the  industries  of  this  country. 

"I  am  aware  of  the  fact  that  I  may  be  stepping  on  the  toes 
of  some  of  these  gentlemen  who  are  the  leaders  of  labor  or- 
ganizations; but  I  am  getting  to  be  an  old  man.  I  do  not  ex- 
pect to  be  with  you  very  long;  and  for  that  reason,  if  for  no 
other,  I  feel  at  liberty  on  this  occasion  to  express  my  honest 
convictions.  I  trust  that  the  convictions  I  have  expressed  here 
today  may  permeate  throughout  the  whole  country,  and  that 
union  labor  all  over  the  country  will  take  heed  and  listen  to 
them. 

"We  are  now  threatened  with  a  railroad  strike.  The  men 
have  taken  a  vote,  and  they  are  posing  as  ready  to  take  the 
whole  country  by  the  throat  again,  as  they  were  at  the  time 
the  Adamson  law  was  passed.  Let  me  tell  you  a  little  incident. 

"You  all  know  that  I  was  born  in  the  little  mountain  coun- 
try of  Norway.  It  is  a  poor  country,  and  practically  all  the 
railroads  in  the  country  are  owned  and  operated  by  the  gov- 
ernment. Last  winter  the  men  who  work  on  the  railroads  con- 
cluded to  have  a  strike  there.  They  laid  their  heads  together, 
and  undertook  to  tie  up  all  the  railroads  in  that  country.  What 
happened? 

"The  business  men  in  the  cities  and  the  high  officials  of  the 
railroads  managed  to  operate  enough  trains  in  the  country  to 
carry  the  mails  and  bring  supplies  and  provisions  to  the  cities, 
so  that  there  was  no  suffering,  and  then  they  let  the  strike  go 
on.  The  strikers  were  all  the  time  desiring  to  negotiate  with 
the  government.  The  government  said,  'We  will  not  negotiate 
with  you  until  you  quit  striking';  and  at  the  end  of  14  days 
they  were  glad  to  lay  down  their  arms  and  glad  to  come  back 
to  work  and  glad  to  resume  their  duties,  as  they  did.  I  ven- 
ture to  say  that  that  experience  of  14  days  was  such  a  lesson 
to  them  that  they  will  never  again  call  a  strike." 

Senator  Heflin,  of  Alabama,  referring  to  the  remarks  made 
by  Senator  Nelson  relative  to  railroad  strikes,  said  he  would 
not  deprive  the  laboring  man  of  his  right  to  strike. 

"I  believe  that  some  of  the  strikes  that  have  been  ordered 
in  times  past  were  without  justification,"  said  he.  "I  think  that 
the  power  to  produce  a  strike  has  at  times  been  abused  and 
wrongfully  employed,  but  I  would  not  deprive  the  laboring  man 
of  his  right  to  strike  unless  I  deprived  the  man  who  employed 
him  of  his  power  to  reduce  him  to  a  starvation  wage. 

"What  would  a  thousand  men  do,  trained  in  the  work  of  a 
particular  industry  and  working  for  a  wage  that  barely  covered 
their  living  expenses,  if  those  in  control  of  the  industry  should 
come  and  say,  'We  decided  last  night  to  reduce  your  wages'? 
Would  senators  deprive  these  thousand  men  of  their  right  to 
confer  together,  to  advise  as  to  what  course  was  best  to  pursue, 
and  then  to  strike,  if  need  be,  to  prevent  starvation  to  themselves 
and  their  loved  ones?  I  do  not  believe  that  they  would." 


COMMISSION  VISITS  PRESIDENT       -i 

The   Traffic   World    Washington  Bureau 

Members  of  the  Commission  October  6  called  on  President 
Harding  to  pay  their  respects.  They  were  with  the  President 
for  about  fifteen  minutes.  It  is  understood  that  in  the  course 
of  the  conversation  some  reference  was  made  by  the  President 
to  the  railroad  situation.  After  electing  Mr.  McChord  chairman, 
the  members  of  the  Commission  decided  it  would  be  the  proper 
thing  to  follow  the  example  of  the  Supreme  Court  and  call  on 
the  President.  This  was  the  first  time  the  Commission,  in  a 
body,  had  called  on  a  President. 


RATES  ON  FISH  AND  SEA  FOODS 

The  Traffic   World   Washington  Bureau 

On  request  of  the  Department  of  Commerce,  the  Commis- 
sion has  postponed  until  November  1  the  conference  scheduled 
for  October  10  relative  to  rates  and  charges  for  the  transporta- 
tion of  fish  and  sea  foods  by  freight  and  express  throughout 
the  United  States.  Representatives  of  the  fish  industry  met 
in  conference  at  the  Department  of  Commerce  the  latter  part 
of  May  and  the  transportation  committee  adopted  resolutions 
with  regard  to  the  transportation  of  fish.  (See  Traffic  World, 
May  21,  p.  1079.)  Complaint  was  made  in  the  resolutions  that 
rates  were  too  high  and  that  improvement  should  be  made  in 
the  transportation  facilities  for  the  movement  of  fish.  Further 
study  of  the  transportation  problems  faced  by  shippers  of  fish 
was  given  by  the  committee  and  the  conference  scheduled  by 
the  Commission  is  an  outgrowth  of  that  study. 
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Possible  Revisions  in  Transportation  Law. — It  would  not 
iakr  unawares  those  who  think  they  know  the  signs  that  portend 
•  liition,  were  the  dissatisfaction  with  sections  13,  as  amended 
h\  i he  transportation  act,  and  15-a  to  start  another  general  re- 
<>n  of  the  interstate  commerce  law.  The  thought  Is  general 
iliat  railroad  men  are  becoming  ashamed  of  the  position  into 
which  they  have  been  forced  by  so  much  law  on  everything  they 
are  supposed  to  do.  Their  lack  of  initiative,  their  dependence 
on  the  public  treasury,  and  their  lack  -of  discretion  have  fur- 
nished texts  for  many  a  preachment  on  transportation.  It  takes 
from  six  months  to  a  year  to  bring  about  a  change  in  a  rate 
that  is  of  prime  meaning  in  a  particular  business.  If  the  Great 
Northern  desires  to  abandon  three  miles  of  track  at  Portland, 
N.  D.  (as  it  does,  because  it  has  found  that  it  can  save  money 
by  building  a  Y  south  of  the  town),  it  must  ask  permission  of 
the  Commission.  That  seems  not  merely  ridiculous  but  criminal 
to  the  man  who  believes  his  business  is  being  crucified  by  the 
inelasticity  of  everything  connected  with  transportation.  There 
is  an  inclination  to  believe  that  if  some  of  the  men  who  made 
American  railroads  the  marvels  of  the  world  were  in  control 
of  the  Great  Northern,  or  even  if  the  men  in  control  of  it  knew 
about  the  application  that  company  proposed  to  make  for  a 
license  to  abandon  one  piece  of  track  and  lay  another,  they 
would  remember  that  law  in  connection  with  such  a  transaction 
only  to  disregard  it.  Men  who  believe  there  should  be  only 
one'  railroad  regulating  body  are  dissatisfied  with  the  practical 
working  of  sections  13  and  15-a,  because  there  is  uncertainty,  and 
therefore  delay,  in  dealing  with  what  might  be  called  local  situa- 
tions. The  Commission  is  not  always  sure  it  can  deal  with 
certain  facts  within  a  state  and  the  state  commissions  hesitate  to 
undertake  anything  in  regard  to  any  rate  adjustment  with  which 
the  federal  body  has  dealt,  even  if  what  the  federal  body  has 
done  is  only  an  incident  in  a  large  matter.  That  uncertainty 
will  continue,  it  is  believed,  unless  there  can  be  a  distinct  under- 
standing between  the  federal  and  state  regulating  bodies  that 
the  national  body  will  not  check  up  on  a  state  commission  unless 
what  it  has  done  amounts  to  an  abuse  of  power,  such  as  Louisi- 
ana asserted  was  the  fact  with  regard  to  what  the  Texas  com- 
mission did,  in  its  determination  to  build  a  wall  around  Texas 
behind  which  Texas  interests  could  shield  themselves  in  their 
competition  with  business  men  in  other  states.  No  two  men 
could  agree,  perhaps,  on  what  constituted  a  scandal;  therefore, 
repeal  of  section  13  would  seem  the  easiest  way  out  of  the  do- 
main into  which  the  national  regulating  body  entered  (unlawfully, 
the  state  commissions  are  contending  before  the  Supreme  Court) 
when  it  construed  sections  13  and  15-a  in  such  way  that  a  dif- 
ference in  state  and  interstate  rates  was  assumed  to  make  a 
difference  in  revenue,  and  a  difference  in  revenue  was  construed 
to  constitute  a  discrimination  against  interstate  commerce.  The 
position  taken  by  Senator  Cummins  with  regard  to  the  con- 
struction placed  on  the  two  sections  (regardless  of  whether  he 
has  or  has  not  shifted  from  his  original  position),  it  is  believed, 
will  be  a  help  to  those  who  are  willing  to  start  another  revision 
of  the  law.  The  railroads  may  feel  it  their  duty  to  fight  for 
the  law  as  it  stands.  It  is  certain,  however,  that  there  are 
railroad  men  who  are  reactionary  to  the  extent  of  believing 
that  it  was  better  for  all  concerned  to  have  conflict  between 
state  and  federal  authority  which,  in  specific  cases,  could  be 
dealt  with  only  by  the  application  of  the  Shreveport  case  prin- 
ciples by  the  Commission,  in  cases  in  which  it  could  say  there 
was  definite  proof  of  a  discrimination  that  worked  in  the  interest 
of  shippers  at  indicated  places  and  against  the  interest  of  ship- 
pers at  other  definitely  indicated  places.  The  fact  that  the  issues 
are  in  court  does  not  worry  those  who  are  interested  in  the 
matter. 


there  would  be  more  genuine  running  amuck  by  Judges  than 
ever  heretofore  alleged.  That  the  question  of  "wet"  or  "dry" 
may  be  Involved  in  the  Issue  is  admitted.  It  is  believed,  bow- 
ever,  that,  even  If  it  were  certain  that  President  Harding  would 
appoint  only  dry  candidates,  the  opposition  among  advocates 
of  a  dry  country  would  not  approve  the  proposal  to  have  what 
would  probably  come  to  be  called  "alien"  judges.  If  the  country 
were  not  so  evenly  divided  on  the  subject  of  wet  and  dry,  It 
is  believed,  the  calendars  of  the  courts  would  not  be  so  clogged 
as  they  are.  There  are  many  who  believe  that  the  drys  are 
really  in  a  minority  in  the  country.  Therefore,  a  considerable 
element  In  the  country  can  see  no  moral  wrong  In  disregarding 
the  Volstead  law.  Juries  are  drawn  from  the  population  at 
large;  therefore,  as  a  mathematical  proposition,  juries  will  be 
composed  of  one  half  wet  and  one  half  dry  men.  That  means  delay 
in  dry  cases.  Inasmuch  as  probably  a  majority  of  the  wets  feel 
that  violation  of  the  Volstead  law  is  only  mala  prohibitum  and 
not  mala  per  se,  the  judges  necessarily  find  It  hard  to  expedite 
the  trials  of  liquor  cases;  hence  the  congestion  in  the  courts 
and  failures  to  convict. 


Appointing  Federal  Judges  at  Large. — Attorney-General 
Daugherty  has  asked  Congress  to  make  provision  for  eighteen 
federal  judges  "at  large,"  that  he  may  have  their  help  in  dis- 
posing of  the  140,000  Volstead  law  cases.  His  thought  is  that 
the  eighteen  should  be  appointed  without  assignment  to  par- 
ticular districts,  so  they  could  be  sent  to  the  points  where  the 
calendars  are  most  crowded.  The  proposition  is  novel.  The  law 
now  provides  that  a  judge  shall  live  in  the  district  in  which  he 
is  to  do  his  work.  Only  a  few  years  ago  the  House  of  Repre- 
sentatives impeached  Judge  Swayne,  and  one  of  the  charges 
was  that  he  did  not  live  in  Florida,  but  in  Delaware,  although 
he  was  appointed  for  the  district  of  Florida.  He  was  not  found 
guilty,  but  ever  since  then  presidents  have  seen  to  it  that  men 
appointed  to  the  bench  were  bona  fide  residents  of  the  states 
in  which  they  were  to  serve.  The  probabilities  are  that  the 
proposition  will  be  bitterly  opposed.  There  has  been  much 
criticism  about  the  tyranny  of  federal  judges.  It  Is  suggested 
that  if  the  policy  of  appointing  judges  "at  large"  were  adopted 


Eight  Hours  a  Day  in  Government  Service. — At  least  one  part 
of  the  executive  branch  of  the  government  has  found  out  that 
President  Harding's  fight  for  economy  in  government  is  not  a 
play  for  votes.  The  President  himself  tells  the  story,  which 
begins  with  the  lament  of  a  bureau  official,  made  to  a  stranger 
while  both  were  riding  in  the  Pullman  smoker,  over  the  fact 
that  he  could  not  spend  all  Congress  had  appropriated  for  him. 
When  the  man,  who  shed  tears  because  he  could  not  spend  all 
the  money  given  him,  got  back  to  Washington  he  was  summoned 
to  the  office  of  General  Dawes,  head  of  the  budgetary  organiza- 
tion, and  asked  about  the  matter.  Then  he  found  out  that  the 
stranger  with  whom  he  had  been  speaking  was  one  of  the  agents 
of  the  government  detailed  to  find  out  about  wastefulness.  The 
man  who  had  been  lamenting  his  inability  to  scatter  all  the 
dollars  allotted  to  him  admitted  the  wailing  he  had  done.  When 
he  departed  from  Dawes's  office  he  was  a  sadder  and  also  a 
bereft  man.  He  had  to  reduce  his  estimates  for  the  coming 
year  by  30  per  cent,  and  he  will  be  fortunate  if,  when  Congress 
gets  through  with  the  appropriation  bills,  he  receives  even  that 
amount.  Usually  economy  talk  is  for  the  folks  in  Buncombe 
County,  and  not  to  be  taken  seriously  by  those  outside  of  that 
county.  In  President  Harding's  case,  however,  the  whole  coun- 
try is  Buncombe  County.  Thus  far  his  appeal  has  been  to  his 
constituents  in  all  earnestness.  The  dignity  of  bureau  officials 
may  be  wounded,  but  no  one  who  knows  the  extravagance  of 
the  civil  service  employes  of  the  government  believes  any  real 
service  will  be  crippled  by  the  reduction  in  appropriations  for 
which  Harding  is  striving.  Harding  is  so  well  acquainted  with 
the  ways  of  the  civil  service  employe  that  if  there  are  stories 
in  the  newspapers  about  the  ill  effects  of  "niggardly  appropria- 
tions," they  will  probably  be  investigated  and  the  President  will 
suggest  that  if  the  complaining  office  cannot  do  its  work  in 
ordinary  hours,  that  those  employed  in  it  work  a  few  hours 
extra  until  they  catch  up.  A  suggestion  that  eight  hours  be  put 
in  at  the  office  each  day  usually  brings  results.  The  government 
clerk  does  not  like  the  eight-hour  day.  It  is  far  too  long  for  him. 


Bad  Order  Cars  in  Russia. — The  soviet  government  of  Rus- 
sia has  decreed  that  the  cars  on  the  Russian  railways  shall  be 
repaired  at  such  a  speed  that  in  four  and  a  half  years  the  bad 
order  cars  shall  not  exceed  5  per  cent.  In  fixing  the  bad  order 
percentage  at  5  the  soviet  has  decided  to  have  railway  equipment 
in  better  condition  than  that  of  American  railroads  when  they 
were  at  their  best.  Bad  order  cars,  on  American  railroads  when 
things  were  nearly  normal,  ran  between  6  and  7  per  cent.  It 
is  about  17  now.  Russia,  however,  at  the  end  of  1920,  had  26 
per  cent  of  its  cars  in  the  bad  order  class.  The  Russian  bad 
order  percentage  in  1914,  according  to  a  report  to  the  Depart- 
ment of  Commerce  by  a  consul  at  Riga,  was  only  3,  or  about 
one-half  that  of  American  railroads.  Assuming  that  the  defini- 
tion of  a  bad  order  car  has  not  been  changed  since  1914,  the 
probability  is  that,  if  an  American  were  called  on  to  report  on 
bad  order  cars  on  Russian  railways,  he  would  say  that  about  50 
per  cent  were  in  bad  order.  According  to  Russian  books,  the 
soviet  government  has  455,840  cars,  which  is  only  22,000  fewer 
than  in  1914.  The  average  loading  per  car  is  something  like 
9%  tons.  That  light  loading,  perhaps,  is  not  surprising  in  view 
of  the  fact  that  50  per  cent  of  the  locomotives  are  from  15  to 
30  years  old,  and  only  30  per  cent  less  than  15  years  old. 
At  present  heavy  repairs  on  locomotives  are  impossible  because 
there  are  no  snare  parts.  Germany  is  furnishing  some  locomo- 
tives and  some  rails  for  the  Russian  railway  system.  According 
to  the  report  from  Riga,  the  roadbed  of  the  trans-Siberian  road 
is  in  good  condition,  the  employes  of  the  old  regime  having  re- 
mained at  their  posts  and  kept  it  up,  notwithstanding  great 
arrears  in  pay.  In  its  effort  to  restore  rail  transportation,  the 
soviet  government  established  what  it  called  "shock"  factories, 
in  imitation,  presumably,  of  the  shock  troops  of  Germany,  to 
make  parts  for  the  repair  of  locomotives  and  to  install  those 
parts.  Thirty-eight  factories  were  set  up.  17  to  make  parts  and 
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21  to  install  them.  With  those  shock  factories  the  soviet  gov- 
ernment expects  to  get  the  engines  into  good  repair  in  a  com- 
paratively short  time.  The  factories,  however,  have  come  prac- 
tically to  a  standstill  because  the  ones  that  were  to  make  parts 
have  run  out  of  raw  material.  They  had  two  sources  of  supply — 
the  discarded  engines  and  the  raw  materials  that  could  be 
worked  up  into  parts.  The  two  sources  practically  dried  up  in 
November.  1920,  so  the  progress  of  the  soviet  program  is  not 
great. 


Long  and  Short  Hauls  on  Hardwood  Lumber. — One  of  the 
widely  held  theories  is  that,  if  the  people  of  the  country  could 
only  come  to  the  conclusion  that  railroad  rates  and  prices  were 
not  coming  down,  business  would  be  resumed  in  almost  normal 
volume.  The  testimony  in  the  hardwood  lumber  complaint,  it  is 
believed,  rather  discredited  that  theory.  Without  exception,  the 
witnesses  for  the  complaining  association  said  that  the  rates  on 
the  lower  grades  of  hardwood  were  so  high  that  the  lumber 
would  not  move  at  all,  and,  therefore,  unless  the  northern  mills 
were  able  to  furnish  enough  hardwood  to  supply  markets,  the 
price  of  high-grade  hardwood  lumber,  next  year,  would  be  higher 
than  before,  because  the  southern  mills  would  have  to  obtain 
money  enough  to  pay  all  their  expenses  from  the  high-grade 
stuff,  or  shut  down.  There  are  theorists  who  believe  that  would 
prove  for  the  ultimate  good  of  the  country,  because  it  would 
tend  to  force  the  use  of  every  stick  of  lumber  taken  from  the 
northern  forests,  and  that  that  would  make  lumbering  in  the 
hardwood  areas  of  the  South  unprofitable  until  such  time  as  the 
country  had  so  developed  that  the  demand  for  furniture  and 
other  things  in  which  hardwood  is  used,  would  result  in  the  con- 
struction of  factories  in  the  South  for  supplying  the  demand  in 
that  part  of  the  country.  As  a  rule,  economists  condemn  the 
long-haul  way  of  doing  business  as  wasteful  and  uneconomical. 
The  railroads,  however,  have  never  subscribed  to  that  theory,  al- 
though their  application  of  percentage  increased  rates  to  the 
long-haul  traffic  might  be  taken  as  a  sign  of  approval  of  the 
theory  that  it  would  be  well  for  all  concerned  to  cut  out  the 
long  hauls  and  compel  the  production  of  things  near  the  points 
of  consumption.  Public  men  in  the  South  have  deplored  the 
fact  that  that  part  of  the  country  produces  so  small  a  percentage 
of  articles  used  by  it.  Yet  they  are  not  satisfied  with  the  rates 
that  throw  their  part  of  the  country  on  its  own  resources  by 
closing  the  distant  northern  and  eastern  markets  to  its  products. 
It  may  be  suggested  that  Commissioner  Meyer  answered  all  argu- 
ments about  the  application  of  new  or  unusual  theories  of  rate- 
making  when,  in  a  speech  in  which  he  touched  on  Commissioner 
Woolley's  mileage  scheme  for  making  rates,  he  said  it  would 
be  all  right  if  the  country  could  only  be  made  over. 

A.  E.  H. 


TRANSPORTATION  TAX  REPEAL 

The  Traffic  World   Washington  Bureau 

Under  a  tentative  agreement  reached  October  6  by  a  ma- 
jority of  Republican  senators,  a  provision  for  repeal  of  the 
freight,  passenger,  and  express  transportation  taxes,  effective 
January  1,  next,  probably  will  be  incorporated  in  the  tax  bill. 

Retention  of  the  taxes  on  transportation  was  condemned  in 
the  Senate  this  week,  in  the  consideration  of  the  tax  bill,  by 
Senator  Reed,  of  Missouri,  Senator  Caraway,  of  Arkansas,  and 
Senator  Stanley,  of  Kentucky. 

"The  present  law  levies  a  heavy  transportation  tax  on 
freight,  express,  passengers'  seats,  berths  and  staterooms,  and 
also  on  oil  carried  by  pipe  lines,  and  telegraph  and  telephone 
messages,"  said  Senator  Reed,  estimating  the  transportation 
taxes  at  $240,000,000  annually. 

"I  insist  that  the  transportation  tax  of  $240,000,000  per 
annum  is  a  direct  burden  upon  substantially  all  of  the  people 
of  the  United  States,  and  that  it  is  one  of  the  elements  which 
have  advanced  rates  to  a  point  where  they  restrict  the  commerce 
of  the  nation." 

Senator  Stanley  remarked  that  the  transportation  tax  was 
"worse  than  a  tax  of  that  amount  or  double  that  amount,"  say- 
ing that  the  Director-General  of  Railroads  (presumably  Mr. 
Hines)  "has  estimated,  and  I  think  has  estimated  correctly, 
that  an  increase  in  freight  rates— and  that  is  what  that  means 
— is  reflected  in  added  cost  to  the  consumer  and  the  shipper  in 
at  least  400  per  cent  of  the  amount  of  the  rate.  The  same  argu- 
ment will  apply  to  the  tax." 

Senator  Caraway  asserted  that  users  of  transportation  in 
the  middle  west  paid  three  to  four  times  the  tax  upon  the  same 
amount  of  freight  or  hauling  as  those  in  the  eastern  states  pay, 
evidently  meaning  that  the  longer  hauls  in  the  middle  west  re- 
sulted in  heavier  taxes  than  in  the  east. 

"The  most  iniquitous  tax  that  can  be  imposed  at  any  time 
is  a  transportation  tax,"  asserted  Senator  Stanley,  "and  the 
worst  time  to  impose  a  transportation  tax  is  the  present  time. 
The  rates  have  crushed  the  business.  That,  everybody  knows; 
and  to  give  the  railroads,  as  has  been  proposed,  $500,000,000  of 
money  with  one  hand,  and  to  impose  this  tax  with  another,  is 
an  act  of  consummate  folly.  Every  dollar  that  is  collected  in 
the  way  of  a  transportation  tax  is  transferred,  of  course,  to  the 


man  who  pays  the  freight;  and  it  means  that  this  tax  is  levied 
not  upon  the  ability  of  the  people  to  pay  but  upon  the  necessities 
of  the  people.  They  pay  not  in  proportion  to  what  they  have 
when  they  pay  a  transportation  tax  but  in  proportion  to  what 
they  must  consume.  It  is  a  direct  tax  upon  the  necessities  of 
the  people,  as  direct  as  a  tax  imposed  by  the  government,  and 
has  no  relation  to  the  ability  of  the  payer  to  pay,  but  the  neces- 
sities of  the  consumer  measure  the  quantum  of  the  tax." 

Considerable  opposition  developed  in  the  Senate  to  the  reten- 
tion of  taxes  on  transportation,  even  at  half  the  present  rates, 
throughout  1922,  and  western  senators,  particularly  were  ex- 
pected to  make  an  effort  to  have  the  taxes  repealed  as  of  January 
1,  1922,  as  provided  in  the  House  bill.  Senator  Smoot  of  Utah 
offered  an  amendment  to  the  Senate  tax  bill  providing  ror  repeal 
of  the  transportation  taxes  as  of  January  1,  1922.  Similar 
amendments  were  offered  by  Democratic  senators. 

"The  public  wants  to  get  rid  of  all  these  annoying  taxes, 
and  they  should  be  eliminated  for  the  sole  reason,  it  for  no 
other,  that  they  were  resorted  to  only  as  war-emergency  taxes," 
said  Senator  Smoot,  referring  to  the  transportation  and  other 
special  taxes. 


McCHORD  CHOSEN  CHAIRMAN 

The   Traffic   World   Washington  Bureau 

Charles  Caldwell  McChord  was  elected  chairman  of  the  Com- 
mission at  the  conference  on  October  3,  to  hold  office  from  that 
time  to  December  31,  1922,  a  term  of  about  15  months.  The  elec- 
tion for  that  period  indicates  a  change  of  view  on  the  part  of 
the  Commission  as  to  when  the  term  of  a  chairman  should 
begin  and  end. 

From  the  time  rotation  in  office  was  adopted  as  the  rule 
of  the  Commission,  six  or  eight  years  ago,  until  about  two  years 
ago,  the  Commission  chose  its  chairman  to  serve  one  year,  be- 
ginning on  March  17.  That  date  was  used  for  no  reason  other 
that  that  it  was  the  date  of  the  meeting  at  which  it  was  decided 
that  no  Commissioner  thereafter  should  be  elected  for  an  in- 
definite time,  because  the  public,  not  being  informed  on  the 
point,  obtained  the  idea  that,  because  a  man  was  chairman  of 
the  Commission,  he  must  be  somewhat  superior  to  his  colleagues, 
officially,  at  least. 

When  Commissioner  Clark  was  made  chairman  it  was  de- 
cided that  it  would  be  in  the  interest  of  good  administration 
for  the  term  of  the  chairman  to  begin  on  July  1  and  end  on 
June  30,  the  beginning  and  end  of  the  government's  nscal  year. 
But  before  the  chairmanship  was  made  to  run  with  the  fiscal 
year,  the  Commission  had  changed  the  fiscal  year,  for  purposes 
of  reports  from  the  railroads  so  as  to  make  the  fiscal  year  run 
with  the  calendar  year. 

In  filling  the  vacancy  by  electing  Mr.  McChord,  the  Com- 
mission brought  the  term  of  the  chairman  into  agreement  with 
the  calendar  year  with  its  own  fiscal  year. 

This  is  the  second  time  Mr.  McChord  has  been  chairman. 
He  had  no  particular  desire  for  it  this  year  as  shown  by  the 
fact  that  in  June,  when  the  time  came  for  choosing  a  successor 
to  Mr.  Clark,  he  suggested  that  Clark's  term  he  continued  until 
June  30,  1922.  He  made  that  suggestion  because  he  deemed  it 
advisable  for  Clark  to  be  chairman  during  the  first  two  years 
of  the  operation  of  the  transportation  law,  with  the  framing 
of  which  Mr.  Clark,  as  chairman  of  the  Commission's  legisla- 
tive committee,  had  much  to  do.  So  McChord  stepped  aside 
with  the  thought  that  he  would  not  be  called  on,  if  at  all,  until 
after  June  30,  1922.  The  resignation  of  Mr.  Clark  again  brought 
forward  the  chairmanship  question. 

Chairman  McChord  has  been  a  member  of  the  Commission 
since  December  12,  1910,  having  been  appointed  by  President 
Taft.  He  served  as  chairman  in  the  year  March  17,  1915,  to 
March  16,  1916,  and  declined  the  office  in  1920  for  the  reason 
l>efore  set  forth. 

As  chairman  Mr.  McChord  will  have  general  charge  of  the 
work  of  the  Commission  and  will  sign  the  letters  sent  by  the 
Commission  when  it  is  deemed  necessary  to  have  the  Commis- 
sion speak  through  an  agency  other  than  the  secretary.  He 
will  also  be  the  spokesman  at  conferences  with  the  public  or 
part  of  it,  as,  for  instance,  when  the  railroad  executives  deem 
it  necessary  or  desirable  to  talk  about  rate  adjustments,  which 
public  sentiment  seems  to  regard  as  imperative. 


TRANSCONTINENTAL    HEARINGS 

The  Commission  has  made  two  changes  in  its  assignment 
of  dates  and  places  for  hearings  on  the  applications  of  the 
transcontinental  railroads  for  permission  to  disregard  the  long- 
and-short-haul  part  of  the  fourth  section.  It  has  canceled  the 
hearing  which  was  to  have  been  held  at  San  Francisco  on  De- 
cember 12  and  set  another  for  the  same  place  on  the  following 
day.  It  also  has  set  a  hearing  for  Reno,  Nev..  December  12. 
According  to  the  orders  as  they  stand,  Attorney-Examiner  W.  A. 
Dipque  is  to  hear  the  testimony  at  both  Reno  and  San  Francisco. 


CHANGE    IN    DOCKET 

Hearing  in  12886,  Fleming  Bros,  et  al.  vs.  Garyville  North- 
ern et  al.,  assigned  for  October  4  at  New  Orleans.  La.,  was 
postponed  to  a  date  to  be  hereafter  fixed. 
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Decisions  of  Interstate  Commerce  Commission 


ROUTING  EXPLOSIVES  VIA  N.  &  W. 

The  Commission  has  condemned,  in  a  report  on  i.  and  S. 
No.  1359,  restriction  in  routing  explosives  via  the  Norfolk  ft 
Western,  opinion  No.  7155,  64  I.  C.  C.  10-11,  the  high  rates  on 
explosives  which  the  Norfolk  &  Western  would  have  brought 
Into  effect  through  the  elimination  of  Joint  through  rates  from 
Mount  Arlington,  N.  J.,  as  proposed  by  the  suspended  schedules. 
Tlu>  schedules  in  question  proposed  to  cancel  joint  througn  rates 
published  by  the  Delaware,  Lackawanna  &  Western,  to  destina- 
tions on  the  Norfolk  &  Western.  At  the  hearing  tne  Norfolk 
&  Western  said  the  D.  L.  &  W.,  the  publishing  line,  misunder- 
stood the  scope  of  its  authority  when  it  undertook  to  make  joint 
rates  which  would  give  the  Norfolk  ft  Western  less  than  its 
full  locals  on  explosives.  The  Norfolk  &  Western  said  that  it 
never  desired  to  give  rates  on  explosives  less  thap  Its  local 
class  rates,  because  of  the  hazard  in  transporting  explosives  to 
the  coal  fields. 

The  Norfolk  &  Western,  the  report  says,  did  not  attempt  to 
justify  the  full  measure  of  the  increase  that  would  oe  brought 
about  by  the  elimination  of  the  joint  rates.  It  proposed  to  make 
joint  rates  from  Mount  Arlington  on  the  same  basis,  distance 
considered,  as  applied  from  Reynolds,  Pa.,  and  Gibbstown,  N.  J. 
to  destinations  on  the  Norfolk  &  Western. 

The  facts  in  this  case,  the  Commission  said,  did  not  justify 
rates  any  higher  than  the  basis  prescribed  in  35  I.  C.  C.  77, 
namely,  first  class  in  carloads  and  double  first  in  less  than  car- 
loads. 


LUMBER,  BETWEEN  WESTERN  POINTS 

In  a  report  on  I.  and  S.  No.  1346,  Lumber  and  Other  Forest 
Products  Between  El  Paso  and  Points  in  Oregon,  Washington, 
I'tah  and  Idaho,  opinion  No.  7156,  64  I.  C.  C.  12-13,  the  Commis- 
sion, speaking  through  Commissioner  Daniels,  held  that  the  car- 
riers had  not  justified  their  proposal  to  increase  rates  on  lumber 
and  other  forest  products,  eastbound,  and  on  various  other  com- 
modities westbound. 

The  proposal,  in  general  terms,  was  to  take  El  Paso  out  of  the 
mountain-Pacific  territory  and  put  it  into  transcontinental  rate 
group  H,  thereby  changing  the  basis  of  increases  under  Ex  Parte 
71  from  25  per  cent,  on  traffic  between  it  and  the  states  men- 
ticned,  to  the  33%  per  cent  basis  prescribed  for  inter-territorial 
rates. 

Before  the  tariffs  suspended  in  this  case  were  filed,  the  car- 
riers had  filed  schedules  making  the  change  which  went  into 
effect  because  no  protest  was  made.  Some  tariffs,  however, 
were  protested,  and  increases  were  denied  in  61  I.  C.  C.  689. 

At  the  hearing  in  this  case  the  Southern  Pacific,  having  the 
.short  line  between  El  Paso  and  the  states  mentioned,  made  no 
attempt  to  justify  the  reasonableness  of  the  proposed  rates.  The 
other  carriers,  at  that  hearing  said  they  had  understood  that 
the  Southern  Pacific  would  assume  the  burden  of  the  defense. 
They  were  not  prepared  to  offer  anything  on  the  subject.  All 
that  the  other  carriers  offered  was  a  statement  as  to  the  rate 
situation  which  would  result  from  a  condemnation  of  the  pro- 
posed increases,  by  reason  of  the  fact  that  some  tariffs  changing 
the  increase  from  25  to  33%  per  cent  had  been  allowed  to  go  into 
operation  while  others  were  suspended.  They  asked  either  that 
i  hey  be  allowed  to  cancel  the  rates  or  that  they  be  given  fourth 
section  relief  on  traffic  between  El  Paso  and  the  north  coast 
country.  The  short-line  distance  is  2,124  miles.  Over  routes 
through  Colorado  junctions  the  distances  range  from  2,415  to 
3,M1  miles,  while  through  Kansas  City  the  distances  range  from 
3,187  to  3,593  miles. 


COFFEE  FROM  GULF  PORTS 

A  comprehensive  readjustment  of  rates  on  coffee  from  Gulf 
ports  to  the  middle  western  territory  has  been  devised  by  Com- 
missioner Eastman  in  a  report  on  I.  and  S.  No.  1175,  "Coffee  from 
Galveston  and  Other  Gulf  Ports,"  opinion  No.  7160,  64  I.  C.  C. 
L'ti-32.  The  report  in  question  was  issued  on  further  hearing. 

The  first  report  in  the  case  (58  I.  C.  C.  716),  the  carriers 
said,  could  not  be  observed  without  a  grant  of  fourth  section 
relief,  almost  without  regard  to  the  rules  the  Commission  has 
set  for  its  own  guidance  in  the  issuing  of  fourth  section  orders. 

Protestants  and  carriers  suggested  that  if  fourth  section 
relief  could  not  be  given  in  full  measure,  so  as  to  bring  about 
perfect  equality  of  rates  from  the  gulf  ports,  a  system  of  differ- 
entials should  be  devised  by  means  of  which  New  Orleans  would 
be  given  the  benefit  of  its  geographical  location  in  Instances  in 
which  the  advantage  was  100  miles  or  more  and  another  set 
of  differentials  whereby  Galveston  would  be  given  like  benefit 
where  distance  favored  that  port.  With  regard  to  the  alterna- 


tive  for   full   fourth   section   relief,  and   the   bases   upon    which 
rates  are  to  be  made,  the  Commission  said: 

In  our  Judgment,  the  alternative  method  suggested  for  dealing  with 
the  adjustment  between  the  Texas  ports  and  New  OrlMIM  would  re- 
move much  of  the  difficulty  which  IH  now  encountered  In  connection 
with  the  fourth  section,  for  relief  Is  not  sought  In  the  cage  of  the  direct 
lines  from  New  Orleans  to  Chicago  and,  BO  far  an  direct  lines  are  con- 
cerned. It  IH  chiefly  the  rates  from  the  Texas  ports  which  make  thin 
issue  Important.  Upon  reconsideration  of  the  record,  therefore,  we 
find: 

1.  That    we   .should    adhere    substantially    to    the    finding    In    om 
original  report  with  respect  to  fourth  section  relief  from  the  Gulf  ports. 
Such  relief  will  be  denied,  subject  to  the  following  exceptions:  (a)  Lines 
whose  routes  are  not  less  than  l"i  per  cent  longer  to  a  common 
filiation  than  the  direct  route  from  the  same  Gulf  port  will  be  granted 
relief,   with   the   limitation  that  the  authority  shall  not  Include  Inter- 
mediate points  as  to  which  the  huul  of  the  line  which  is  granted   re- 
lief Is  not  longer  than  that  of  said  direct  route  to  the  common  des- 
tination; nor  shall  the  rate  to  any  Intermediate  point  exceed  the  low- 
est combination.     <b)  Lines  whose  routes  are  not  less  than  15  per  cent 
longer  to  a  common  destination   than   the  direct   route   from   another 
Gulf  port  will  be  granted  relief,  with  the  limitation  that  the  authority 
shMl  not  include  intermediate  points  as  to  which  the  haul  of  the  line 
which  Is  granted  relief  Is  not  longer  than  that  of  said  direct  route  to 
the  common  destination:  nor  shall  the  rate  to  any  intermediate  point 
exceed  the  lowest  combination. 

2.  That  where  the  distances  from  New  Orleans  and  Galveston  do 
not  differ  by  more  than  100  miles  the  rates  should  b»  the  same,  and 
where  the  difference  Is  in  excess  of  that  distance  differentials  favor- 
ing the  port  which  has  the  advantage  in  distance  may  be  established, 
properly   graded   and   not   exceeding   7   cents.     In   applying   the   above 
basis,    minor   deviations   may    be    made   for    the    purpose   of   avoiding 
fourth   section   departures   which    would    result   from   a    rigid    observ- 
ance,  but   in  case   of   such   deviations  care  should   be   taken   to  avoid 
undue  preference  of  one  port  to  the  disadvantage  of  the  other. 

3.  That  there  is  nothing  In  the  record  to  Justify  any  change  In 
the  nresent  rates  of  47  and  67.5  cents  per  100  pounds  from  New  Orleans 
to  Memphis  and  St.  Louis,  respectively. 

4.  That  the  rall-and-lake  rate  from   New  York   to  Chicago  need 
not  be  made  the  measure  of  the  rate  from   New  Orleans  to  Chicago. 
In   no  case  have  we  required  rail   lines  to  meet  water-nnd-rall   rates. 
The  rail-and-Iake  rates  from  New  York  are  not  used  during  the  win- 
ter months  and  much  of  the  traffic  moves  all  rail  even  when  the  water 
routes  are  open. 

5.  That  the  carriers  have  justified  an  increase  in  the  present  rate 
from  the  Texas  Gulf  ports  to  lower  Missouri  River  points.  St.  Joseph  to 
Kansas  City,  Mo.,  inclusive,  to  69.5  cents  per  100  Bounds  and  that  the 
rate  from  New  Orleans  to  those  points  should  not  be  higher  than  from 
Galveston. 

6.  That   respondents   have   justified   a    rate   from    New    Orleans   to 
Little  Rork,   Ark.,   not   in   excess  of  55  cents  per  100  pounds. 

7.  Except  in  so  !t>r  PS  mod'fied  by  or  Inconsistent  with  these  find- 
ings,   our    former   findings   stand    confirmed. 

These  find'nes  w'll.  in  our  judgment,  supply  the  key  rates  around 
whtch  may  be  built  the  entire  adjustment.  Rates  comnlving  there- 
with ."lieuld  be  filed  with'n  30  days  from  the  service  of  this  report. 
An  order  granting  the  relief  above  indicated  from  the  provisions  of 
the  fourth  section  will  be  entered. 


RATES  ON  COMMON  SALT 

An  order  of  dismissal  has  been  made  in  No.  11622,  E.  I. 
Du  Pont  De  Nemours  &  Co.  vs.  Director-General,  Genesee  & 
Wyoming  et  al.,  opinion  No.  7157,  64  I.  C.  C.  14-16,  the  Commis- 
sion holding  that  the  rates  on  common  salt  from  Retsof,  Wat- 
kins.  Ithaca  and  Ludlowville,  N.  Y.,  to  Carney's  Point.  Gibbstown 
rm\  Paulsboro.  N.  J.,  were  not  unreasonable  in  the  period  from 
July  10.  1917,  to  May  26,  1920. 

The  case  was  primarily  against  a  five-cent  arbitrary  over 
Philadelphia  to  the  destinations  in  New  Jersey,  the  contention 
of  the  complainant  being  that  two  cents  would  have  been  enough 
on  the  375  cars  shipped  from  the  salt  well  district  of  New  York 
to  t^e  chemical  works  in  New  Jersey  and  used  as  the  basic  ma- 
terial in  the  production  of  muriatic  acid. 

The  Commission  said  there  was  no  evidence  showing  that 
the  destinations  were  improperly  grouped  in  the  general  scheme 
used  in  making  rates  to  New  Jersey  points  by  adding  arbitraries 
to  the  Philadelphia  rates.  Rates  are  grouped  at  origin  and  des- 
Jination.  The  carriers,  in  1920,  reduced  the  arbitrary  to  two 
cents  and  the  complainant  sought  reparation  to  the  lower  basis. 


RATE  ON  GLUE  STOCK 

in  a  report  on  No.  11923.  Forsythe  Leather  Co.  vs.  C.  M.  & 
St.  P.  et  al.,  opinion  No.  7158,  64  I.  C.  C.  17-20,  the  Commission 
i>eld  that  the  rate  on  glue  stock  from  Wauwatosa  to  Carrollville. 
Wis.,  during  federal  control  was  not  unreasonable,  but  unduly 
prejudicial.  It  further  held  that  the  complainant  was  not  dam- 
aged by  the  undue  prejudice,  denied  reparation  and  dismissed 
the  complaint. 

A  combination  rate  of  7  cents  prior  and  9.5  after  August 
26,  1920,  was  attacked  as  unreasonable  and  unduly  prejudicial 
because  and  to  the  extent  the  combination  was  more  than  2.5 
cents  prior  to  August  26  and  3.5  thereafter 

The  holding  was  that  the  combination  was  unduly  prejudicial 
in  the  complainant  and  unduly  preferential  of  other  tanneries  In 
the  Milwaukee  switching  district,  because  it  exceeded  2.5  cents, 
but  that  there  was  no  proof  of  damage  as  having  resulted  in 
great  difference  in  transportation  eliaitos  The  Commjs- 
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sion  said  that  the  class  D  rate  applied  was  the  normal  one  to 
have  applied  and  that  in  the  absence  of  a  showing  to  the  con- 
trary it  was  not  unreasonable. 

RATES  ON  CEMENT 

The  Commission  has  dismissed  No.  11413,  Atlas  Portland 
Cement  Co.  vs.  Grand  Trunk  of  Canada,  Director-General  et  al., 
opinion  No.  7159,  64  I.  C.  C.  21-5,  holding  that  rates  on  cement 
from  Hudson,  N.  Y.,  to  destinations  in  New  England  had  not 
been  shown  to  be  unreasonable  or  otherwise  unlawful.  Com- 
missioner Meyer  wrote  the  opinion. 

The  complaint  grew  out  of  the  disturbance  in  the  cement 
rate  adjustment  in  April,  1920,  when  the  Canadian  Grand  Trunk 
and  its  New  England  connections,  at  the  solicitation  of  some 
American  cement  mills,  established  rates  on  cement  from  Mon- 
treal of  $3  to  Boston  and  $2.90  to  Portland,  Me.  The  complain- 
ant in  this  case  protested  the  tariff,  but  the  Commission  de- 
clined to  suspend  it.  Then  the  formal  complaint  was  filed  al- 
leging undue  preference  for  the  Canadian  mills  and  undue 
prejudice  against  the  mills  at  Hudson  and  near-by  points.  The 
rate  from  Montreal  to  Boston  was  made  on  the  basis  of  the  rate 
to  that  point  from  the  Lehigh  district.  That  basis  was  then 
under  attack  by  the  Hudson  mills  as  unduly  prejudicial  to  it  and 
unduly  preferential  of  the  mills  in  the  Lehigh  district. 

Commissioner  Meyer,  in  his  report  on  the  complaint,  said 
the  mileage  from  Montreal  to  Boston  was  substantially  the  same 
as  the  mileage  from  the  Lehigh  district,  and  found  no  reason 
for  holding  the  rates  that  put  the  product  of  the  Canadian  mills 
into  New  England  consuming  points  were  in  any  way  in  viola- 
tion of  the  interstate  commerce  law. 


BASIS  FOR  REPARATION 

The   Traffic   World   Washington  Bureau 

John  Burchmore,  counsel  for  the  National  Industrial  Traffic 
League,  in  argument  before  the  Commission,  October  6,  in  Ex 
Parte  80,  "in  the  matter  of  awarding  reparation  on  a  lower  basis 
prior  to  June  25,  1918,  than  on  and  after  that  date,"  took  occa- 
sion to  criticize  the  attitude  of  counsel  for  the  Railroad  Adminis- 
tration in  reparation  cases  brought  by  shippers. 

"During  the  period  of  somewhat  less  than  four  years  since 
the  beginning  of  federal  control,"  said  he,  "successive  counsel 
for  the  Director-General  have  shown  considerable  skill  and  in- 
genuity, not  only  in  devising  new  defenses  that  had  not  there- 
tofore been  resorted  to  by  counsel  for  the  corporations  in  the 
defense  of  rate  and  reparation  cases,  but  in  devising  methods 
in  trials  and  in  conduct  of  formal  cases  generally,  which,  unin- 
tentionally or  otherwise,  have  proven  vexatious  and  inconvenient 
to  shippers  in  their  efforts  to  obtain  redress  for  what  seems  to 
them  plain  wrongs  under  the  commerce  and  federal  control  acts," 

Mr.  Burchmore  said  counsel  for  the  Director-General  appeared 
to  take  the  position  that  the  public  treasury  was  going  to  be 
looted  unless  he  stood  guard.  He  said  he  thought  the  Director- 
General  should  defend  cases  brought  against  him  as  ably  as  posr 
sible,  but  that  when  the  Commission  finds  that  reparation  is  due 
it  should  be  paid. 

The  contention  of  John  F.  Finerty,  assistant  chief  counsel 
of  the  Railroad  Administration,  that  where  the  Commission 
awards  reparation  against  the  Director-General  on  the  ground 
of  unreasonableness,  that  it  can  not  award  reparation  prior  to 
June  25,  1918,  on  a  lower  basis  than  it  finds  reasonable  subse- 
quent to  that  date,  Mr.  Burchmore  said,  has  "a  good  deal  of 
plausibility  about  it"  He  declared,  however,  that  while  the  con- 
ditions which  justified  the  Director-General  in  increasing  rates 
under  G.  0.  No.  28  were  present  to  a  large  degree  in  the  spring 
of  1918,  that  the  Director-General  had  effected  economies  and  that 
it  did  not  lie  in  his  mouth  to  say  that  these  economies  did  not 
amount  to  anything  and  that  the  rate  increase  should  in  effect 
be  made  retroactive  to  January  1,  1918. 

Commissioner  Potter  asked  whether  Mr.  Burchmore  believed 
that  the  economies  effected  in  the  first  six  months  of  1918  were 
not  continued  in  the  last  six  months  of  that  year  when  the  in- 
creased rates  were  in  effect.  Burchmore  replied  he  did  not.  so 
contend  but  that  the  cost  of  transportation  had  been  going  up 
since  1910  and  that  there  was  no  one  date  when  the  costs  made 
a  decided  jump.  He  said  the  date  of  January  1,  1918,  was  wholly 
without  significance  except  that  the  railroads  were  taken  over 
then.  His  point  was  that  no  date  could  be  fixed  in  the  six 
months  prior  to  the  rate  increase  under  G.  O.  No.  28,  to  which 
the  rate  increases,  in  effect,  should  be  made  retroactive,  so  far 
as  the  awarding  of  reparation  is  concerned. 

Mr.  Burchmore  argued  that  the  reasonableness  of  the  rates 
in  the  six  months  prior  to  June  25,  1918,  should  be  left  entirely 
to  the  Commission,  regardless  of  what  became  the  reasonable 
rate  after  that  date.  He  said  that  prior  to  June  25,  1918,  the 
measure  for  determining  the  reasonableness  of  a  rate  was  what 
the  railroads  were  getting  for  their  service  generally  and  that 
after  June  25,  1918,  there  was  a  different  level  of  rates  in  effect 
and  therefore  a  different  measure  for  determining  the  reasonable- 
ness of  a  rate. 

Mr.  Finerty's  views  were  along  the  lines  set  forth  in  The 
Traffic  World  of  October  1,  p.  660.  He  referred  to  the  decisions 


made  by  the  Commission  in  which  he  said  the  Commission  had 
decided  the  question  at  issue  both  ways. 

Commissioner  Hall  asked  whether  Mr.  Finerty  would  make 
the  same  argument  as  to  rates  prior  to  the  increases  under  Ex 
Parte  74  as  to  rates  prior  to  the  increases  under  G.  O.  No.  28. 
Mr.  Finerty  said  while  he  had  no  occasion  to  make  such  an 
argument  he  believed  it  could  be  made. 

"This  Commission  knows  that  the  revenue  was  inadequate 
from  January  1,  1918,  to  June. 25,  1918,"  said  Mr.  Finerty,  add- 
ing that  the  deficit  was  about  $393,000,000  in  the  first  six  months 
as  against  a  surplus  of  about  $156,000,000  in  the  last  six  months 
of  1918.  He  said  the  reason  the  rates  were  not  increased  as  of 
January  1  was  that  the  government  did  not  have  the  machinery 
to  do  so  and  that  it  "hardly  lies  with  the  Commission  to  penalize 
the  government  for  its  inability  to  increase  rates." 


INTRASTATE  RATE  CASES 

The   Traffic   World    Washington  Bureau 

The  United  States  Supreme  Court,  which  reconvened  October 
3,  has  before  it  several  important  intrastate  rate  cases  in  which 
the  jurisdiction  of  the  Interstate  Commerce  Commission  over 
intrastate  rates  has  been  challenged.  The  Wisconsin  passenger 
fare  case,  the  first  to  have  reached  the  court,  was  argued  just 
before  the  close  of  the  last  term  of  the  court,  and  a  decision  may 
come  at  any  time.  It  may  be,  however,  that  the  court  will  hear 
argument  in  some  of  the  other  intrastate  rate  cases  before  pass- 
ing on  the  Wisconsin  case. 

In  a  second  supplemental  brief  in  the  Wisconsin  case  (No. 
694,  Railroad  Commission  of  Wisconsin  et  al.  vs.  C.  B.  &  Q.) 
John  E.  Benton,  general  solicitor  for  the  state  commissions, 
charged  that  the  Commission  made  an  order  advancing  all  pas- 
senger rates  in  Wisconsin  without  having  found  all  such  rates 
discriminatory.  He  said  the  Commission  excused  its  action 
upon  the  ground  of  lack  of  time,  "and  rather  graciously  permits 
the  state  to  come  before  it  and  prove  what  rates  ought  not  to 
have  been  advanced." 

"We  maintain  that  this  is  a  clear  violation  of  the  act,"  said 
he.  "Before  the  federal  government  can  set  aside  intrastate 
rates  upon  the  ground  that  they  injure  interstate  commerce,  it 
must  be  found  as  a  fact  that  they  do  produce  such  injury." 

Mr.  Benton  referred  to  the  action  of  the  Commission  in 
amending  its  orders  in  the  intrastate  rate  cases  so  that  the 
original  orders  were  not  to  be  construed  as  requiring  any  com- 
mon carrier  to  establish  a  higher  intrastate  charge  than  the 
corresponding  interstate  charge.  He  said  the  action  of  the  Com- 
mission left  to  the  carriers  the  power  to  determine  what  rates 
were  discriminatory. 

P.  J.  Farrell,  chief  counsel  of  the  Commission,  has  filed  a 
motion  in  the  Supreme  Court  asking  dismissal  of  Original  No. 
24,  State  of  Texas  vs.  Interstate  Commerce  Commission  and 
Railroad  Labor  Board,  for  the  reasons  that  (1)  the  bill  of 
complaint  does  not  present  for  determination  a  case  or  contro- 
versy within  the  original  jurisdiction  of  the  court,  and  (2)  there 
is  no  equity  in  the  bill  of  complaint.  The  complaint  attacks 
practically  all  of  the  transportation  act  on  the  general  proposi- 
tion that  it  violates  the  rights  of  the  states  and  of  individuals. 

The  New  York  intrastate  rate  case  has  been  set  down  for 
argument  October  10,  but  it  probably  will  not  be  reached  on 
that  date. 


SETTLEMENTS  WITH  CARRIERS 

The  Traffic   World   Washington  Bureau 

Director-General  Davis  this  week  submitted  the  following 
report  to  President  Harding  on  final  settlements  with  the  rail- 
roads: 

"Up  to  October  1,  1921,  an  aggregate  of  $856,033,588.65  in 
claims  had  been  filed  by  sundry  carriers  on  final  settlement  with 
the  United  States  Railroad  Administration.  The  total  mileage 
recognized  as  under  federal  control  was  241,000  miles.  Claims 
filed  represent  a  total  mileage  of  189,394  miles,  or  78.705  per 
cent  of  the  total  mileage  under  federal  control. 

"If  the  remaining  percentage  of  mileage  files  claims  on  the 
same  basis  as  those  already  filed,  the  total  claims  that  will  be 
filed  against  the  Railroad  Administration  will  aggregate  $1,087,- 
633,476.06. 

"The  amount  of  claims  on  final  settlement  adjusted  up  to 
October  1,  1921,  aggregates  $387,017,099.12.  The  mileage  for 
which  claims  have  been  settled  is  90,944  miles,  or  47.907  per  cent 
of  the  mileage  of  all  roads  that  have  filed  claims,  and  37.705 
per  cent  of  the  total  mileage  of  all  roads  under  federal  control. 
The  amount  paid  in  settlement  of  these  claims  is  $117,715,840.43, 
or  30.416  per  cent  of  the  amount  claimed. 

"This  indicates  that  the  Railroad  Administration  has  up  to 
this  time  settled  nearly  50  per  cent  of  the  claims  which  have 
been  filed,  and  when  it  is  understood  that  substantially  all  of 
these  settlements  have  been  made  since  the  first  of  January, 
1921,  you  will  appreciate  the  progress  we  are  making  in  the 
matter  of  final  settlement." 

The  Treasury  Department  has  paid  the  following  amounts 
to  carriers  on  loan  certificates  issued  by  the  Commission:  Bos 
ton  &  Maine,  $3,049.000;  Erie,  $1,733.750,  and  Aransas  Harbor 
Terminal.  ?50,ooo, 
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Tentative  Reports  of  the  Commission 


RATES  ON  CONDENSED  MILK 

A  finding  of  unreasonableness  and  an  order  of  reparation 
as  to  rates  on  canned  condensed  milk,  carloads,  from  Glendale, 
Ariz.,  to  points  in  Texas  have  been  proposed  by  Examiner 
Charles  R.  Seal,  in  a  tentative  report  on  No.  12433,  Pacific 
Creamery  Co.  vs.  A.  T.  &  S.  F.  et  al.  The  area  of  complaint  is 
bounded  on  the  north  by  Waco  and  Ranger,  on  the  east  by 
Houston  and  on  the  southeast  by  Corpus  Christi.  The  allega- 
tion was  that  the  rates  were  not  only  unreasonable  but  also 
unduly  prejudicial,  because  to  the  extent  that  they  exceeded 
rates  from  Tempe,  Ariz.,  to  the  same  destinations. 

Seal  said  the  Commission  should  hold  the  rates  were  unrea- 
sonable to  the  extent  that  they  exceeded  81.5  cents,  minimum 
40,000,  and  67.5  cents,  minimum  60,000.  The  rates  under  attack 
were  97.5  on  the  40,000-pound  minimum  and  83.5  cents  on  the 
60,000-pound  minimum,  while  the  rates  of  81.5  and  67.5  were 
those  in  effect  from  Tampa.  The  case  finally  settled  down  to 
a  prayer  for  reparation  on  16  carloads  shipped  in  September 
and  November,  1919.  The  examiner  recommended  the  waiver 
of  undercharges,  and  reparation  to  the  basis  indicated. 


TRANSIT  PRIVILEGES  ON  LIVE  STOCK 

In  a  suggested  report  on  No.  11566,  St.  Louis  Independent 
Packing  Co.  et  al.  vs.  Chicago  &  Alton  et  al.,  Examiner  H.  W. 
Archer  has  recommended  a  holding  that  rates  on  live  stock,  from 
East  St.  Louis  to  St.  Louis,  were  unreasonable  both  prior  and 
subsequent  to  August  26,  1920,  because  and  to  the  extent  that 
they  exceeded  J12.50  per  car  prior  to  August  26  and  $17.50  sub- 
sequent thereto.  He  also  recommended  reparation. 

The  complainant  asked  for  the  establishment  of  stoppage-in- 
transit  or  marketing  arrangements  on  live  stock  at  East  St. 
Louis,  when  the  traffic  orriginated  at  southwestern  points  and 
was  destined  to  St.  Louis.  Archer  said  the  Commission  should 
hesitate  to  establish  such  arrangements  at  St.  Louis,  because  it 
involves  a  back  haul,  and  not  order  it  unless  it  could  be  shown 
that  the  complainants  at  East'  St.  Louis  are  prejudiced  by  such 
arrangements  at  other  markets.  He  said  there  was  no  such 
showing  of  prejudice  in  the  record  in  this  case.  Such  arrange- 
ments are  desired  so  that,  if  the  seller  is  dissatisfied  with  the 
price  at  a  particular  market,  he  may  have  his  live  stock  reloaded 
and  sent  on  to  another  at  the  through  rate  from  point  of  origin 
to  final  destination,  plus  charges  for  the  extra  services  performed. 

In  his  recort  Archer  pointed  out  what  particular  factors 
used  in  making  up  the  per  car  charges  between  the  two  parts 
of  St.  Louis  caused  the  unreasonableness  of  the  rates. 


ILLEGAL  COLLECTION  OF  CHARGES 

A  holding  that  charges  were  illegally  collected  and  should, 
therefore,  be  refunded  has  been  made  by  Examiner  F.  E.  Early 
in  a  report  on  No.  12331.  Frick-Reid  Supply  Company  vs.  Direc- 
tor-General, Pittsburgh  &  Lake  Erie,  et  al.  Thirteen  carloads 
of  oil  well  machinery  and  supplies  shipped  from  eastern  points 
of  origin  to  St.  LoXiis,  Fort  Worth  and  Dublin,  Tex.,  diverted 
in  transit  on  authorized  permits  to  embargoed  points  in  the  north 
Texas  oil  fields  during  federal  control  were  involved.  The  re- 
port covers  five  sub-numbers,  all  brought  by  the  same  com- 
plainant against  the  Director-General  and  the  particular  com- 
panies that  handled  the  shipments. 

Permits  to  disregard  embargoes  were  issued  by  delivering 
lines  and  telegraphic  advice,  containing  the  numbers  of  the 
permits,  was  sent  to  the  lines  handling  the  materials.  The 
originating  lines  and  their  connections,  excluding  tne  deliver- 
ing lines,  contended  that  the  permits  could  not  be  applied  to 
shipments  unless  the  permits  covered  the  shipments  from  points 
of  origin  to  destination.  The  permits  were  not  issued  until 
after  the  cars  were  rolling. 

The  defendants  refused  to  protect  the  through  rates,  claim- 
ing that  the  shipments  were  started  in  defiance  of  the  embargoes. 
The  examiner  recommended  a  holding  that  the  permits  com- 
plied with  the  requirements  of  the  tariffs  and  the  protection  of 
the  through  rates  should  have  been  given.  Therefore,  as  he 
views  the  matter,  the  rates  imposed  were  illegal  and  refund 
should  be  made  to  the  basis  of  the  through  rates  from  point  of 
origin  to  destination,  plus  the  proper  charges  for  reconsignment 
and  switching,  if  any. 


RATING  ON  ANTHRACENE 

Fifth  class  rating  on  crude  anthracene,  used  as  a  base  in 
dye  making,  Examiner  J.  Edear  Smith  has  said,  in  a  tentative 
report  on  No.  11895,  E.  I.  duPont  de  Nemours  vs.  Director-Gen- 
fral,  and  cases  filed  by  the  Barrett  Company  bracketed  with  it, 
was  reasonable  in  May  and  June,  1919,  and  is  reasonable  now. 


His  further  conclusion  is  that  first  class  any-quantity  was  not 
unreasonable  for  the  sporadic  movements  prior  to  the  spring  of 
1919,  because  it  is  not  the  custom  of  railroads  to  give  commodity 
rates  or  low  ratings  on  commodities  which  move  rarely  In  car- 
load lots. 

Anthracene,  the  report  says,  did  not  begin  moving  in  car- 
loads until  after  the  foreign  supply  of  uyes  and  raw  materials 
for  making  them  was  cut  off.  The  movements  prior  to  the 
spring  of  1919  were  of  higher  purity  than  those  thereaiter.  One 
of  the  questions  raised  was  as  to  whether  the  railroads  were 
not  too  slow  in  making  a  rating  on  the  stuff  after  it  began 
moving,  from  Central  Freight  Association  territory  to  Carney's 
Point  and  other  places  where  the  dye  industry  was  established 
as  a  result  of  the  elimination  of  the  German  dyes.  Smith  thinks 
they  were  not  dilatory.  He  called  attention  to  the  ract  that 
the  Barrett  Company  asked  for  a  rating  of  sixth  class  while 
the  duPont  people  asked  for  fifth.  The  duPont  people  Inter- 
vened in  the  Barrett  complaint  but  did  not  amend  their  com- 
plaint. Smith  said,  until  more  than  a  year  after  the  end  of  fed- 
eral control. 

The  only  thing  Smith  found  objectionable,  in  the  adjustment, 
was  the  application  of  an  arbitrary  of  7  cents  over  Philadelphia, 
on  shipments  to  Camden,  N.  J.  He  said  the  Commission  should 
hold  that  unreasonable  because  and  to  the  extent  that  it  ex- 
ceeded or  may  hereafter  exceed  4  cents.  He  recommended 
reparation  to  that  basis. 


RATE  ON  PEANUT  HULLS 

Attorney-Examiner  William  B.  Hunter,  in  a  report  on  No. 
11,967,  Sigmond  Rothschild  Company  et  al.  vs.  Abilene  &  South- 
ern et  al.,  recommended  a  finding  that  the  rate  on  peanut  hulls 
is  applicable  to  peanut  hulls  that  have  been  changed  from  the 
state  in  which  they  came  from  the  machine  used  to  crack  them 
so  the  kernels  would  tall  out.  The  carriers  insisted  that  the 
product  was  "ground  peanut  hulls,"  because  they  had  been  run 
through  rollers  and  compressed  so  that  they  would  load  from 
24,000  to  35,000  pounds  in  a  car.  If  they  had  not  been  rolled 
they  would  have  loaded  from  8,000  to  10,000  pounds. 

In  this  case  the  rauroads  charged  a  rate  of  31.5  cents  on 
21  carloads  shipped  from  points  in  eastern  Texas  to  destina- 
tions in  western  Louisiana.  Hunter  was  unable  to  find  that  the 
trade  knew  anything  about  "ground  peanut  hulls."  The  com- 
plainants contended  that  the  peanut  hulls  were  shipped  in  such 
a  way  as  to  entitle  them  to  a  rate  of  22  cents  on  a  24,000  pound 
minimum.  Hunter  dove  into  the  dictionaries  to  ascertain  the 
meaning  of  the  word  grind  and  came  to  the  conclusion  that 
even  if  the  trade  knew  such  a  thing  as  ground  peanut  hulls, 
a  process  which  would  not  abrade  either  surface  of  the  hull 
was  not  properly  denominated  a  grinding  process.  He  moralized 
a  bit  on  the  general  looseness  of  speech  saying,  "but  popular 
speech  is  lamentably  unconcerned  about  exactness  of  speech,  and, 
if  told  that  the  more  broken  mass  (of  peanut  hulls)  is  known  as 
'ground  peanut  hulls'  one  has  had  enough  other  such  experiences 
to  let  it  go  at  that  without  much  protestation." 

Being  prepared  to  find  that  rolled  peanut  hulls  are  called 
ground  peanut  hulls  by  the  trade,  Hunter  was  prepared  to  hear 
testimony  to  that  effect.  However,  he  heard  none  so  he  came 
to  the  conclusion  that  the  specific  description  of  ground  peanut 
hulls  did  not  take  the  product  in  question  out  of  the  general 
description.  Therefore  he  recommended  a  holding  that  the  22- 
cent  rate  on  peanut  hulls  applied  to  the  rolled  product,  else  there 
would  have  been  no  reason  for  the  railroads  making  any  effort  to 
establish  two  rates. 


STATE  AND  INTERSTATE  RATES 

Examiner  Warren  H.  Wagner  has  recommended,  in  a  report 
on  No.  12,155,  Walsh  Fire  Clay  Products  vs.  Director-General, 
as  agent,  a  holding  that  the  rates  on  intrastate  shipments,  in 
carloads,  of  clay,  brick,  mine  props,  mine  caps,  lagging,  slab 
wood,  gravel  and  sand  between  St.  Louis  and  Vandalia,  Mo.,  dur- 
ing federal  control,  were  not  unreasonable. 

The  case  involved  the  application  of  conflicting  state  and  in- 
terstate rates,  complicated  by  orders  of  the  Railroad  Administra- 
tion. The  complainant  contended  that  the  rates  collected  were 
illegal  because  in  violation  of  an  order  of  the  Missouri  state 
commission  wherein  that  body  provided  a  rule  for  adding  one 
cent  to  the  mileage  scale  applicable  to  one-line  hauls  to  ascer- 
tain the  rates  for  two  or  more  line  hauls.  The  examiner  said 
the  rates  charged  were  filed  "with  the  proper  commissions"  and 
therefore  not  illegal.  It  further  contended  that,  inasmuch  as 
the  combinations  applied  were  those  applicable  over  the  route 
of  movement,  the  Alton  did  not  follow  a  note  in  its  tariff  which 
said  that  over  its  interstate  route  the  interstate  rates  would 
apply.  The  examiner  said  that  the  note  in  which  the  Alton  said  the 
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interstate  rates  would  apply  under  certain  conditions,  which 
conditions,  if  present  in  this  case,  would  have  given  lower  rates 
over  interstate  routes  than  over  state  routes  could  not  have 
the  effect  of  converting  state  into  interstate  traffic.  The  traffic 
moved  over  the  intrastate  route  of  the  Alton.  The  state  rule, 
if  it  had  not  been  changed  by  the  Railroad  Administration  would 
have  given  the  complainant  lower  rates. 


COAL,   IND.  AND   ILL.  TO  CHICAGO 

Dismissal  of  the  complaint  in  No.  12276,  W.  L.  Carney  vs. 
Director-General,  as  agent,  is  recommended  by  Examiner  John 
T.  Money  on  a  finding  that  rates  on  bituminous  coal  from  various 
producing  points  in  Indiana  and  Illinois  to  Chicago  during  fed- 
eral control  were  not  illegal,  unreasonable,  or  otherwise  un- 
lawful. One  of  the  allegations  of  the  complainant  was  tnat  the 
increases  made  on  June  25,  1918,  were  in  excess  of  those  au- 
thorized under  G.  O.  No.  28,  and  that  the  rates  thus  established 
were  unreasonable  to  the  extent  that  they  exceeded  sunsequently 
established  rates.  The  examiner  says  that  the  fact  that  the 
terms  of  G.  O.  No.  28  may  not  have  been  strictly  observed  does 
not  prove  that  the  rates  were  unreasonable.  The  defendants 
contended  that  reductions  in  the  rates  made  effective  October 
5,  1918,  represented  nothing  more  than  a  concession  to  the  coal 
interests  in  Indiana  and  Illinois  and  by  no  means  should  be 
regarded  as  an  admission  that  the  former  rates  were  on  an 
improper  or  unreasonable  basis. 


RATES  ON   VEHICLE   RIMS 

In  a  proposed  report  on  further  hearing  on  No.  11197,  Owens- 
boro  Wheel  Co.,  Inc.,  vs.  Southern  et  al.,  Examiner  Myron  Wit- 
ters has  recommended  a  holding  that  the  rates  on  bent  hickory 
vehicle  rims,  in  the  rough,  are  unreasonable  because  and  to  the 
extent  that  they  exceeded  those  on  lumber  of  the  same  species 
of  wood.  The  complaint  was  directed  against  a  rate  of  36.5  cents 
from  Johnson  City  to  Owensboro,  shipped  between  June  9  and 
September  30,  1919. 

The  contemporaneous  hickory  lumber  rate  was  24  cents. 
The  examiner  said  that  the  36.5-cent  rate  was  in  violation  of 
both  parts  of  the  fourth  section,  no  application  for. its  establish- 
ment or  continuance  having  ever  been  made.  In  accordance 
with  the  Commission's  decision  in  52  I.  C.  C.  598,  inculcating 
uniformity  in  rates  on  lumber  and  lumber  products,  the  examiner 
recommended  the  finding  hereinbefore  mentioned  reparation  down 
to  that  basis,  and  an  order  directing  the  establishment  of  rates 
on  that  basis  for  the  future. 


PER  CAR  MINIMUM  ON  DRY  ROCK 

Examiner  Burton  Fuller  has  recommended  a  holding  of  un- 
reasonableness and  an  award  of  reparation,  as  to  the  $15  per 
car  minimum,  on  dry  phosphate  rock,  from  Berwster  to  Royster, 
Fla.,  during  federal  control,  in  a  report  on  No.  12375,  F.  S. 
Royster  Guano  Co.  vs.  Director-General,  as  agent.  The  mini- 
mum charge  was  established  June  25,  1918,  and  is  still  in  effect, 
the  rate  being  18  cents  per  net  ton,  with  the  per  car  minimum 
mentioned.  The  examiner  recommended  reparation  to  the  basis 
of  26  cents  per  net  ton,  actual  weight. 


RATES  ON   IRON   AND  STEEL  ARTICLES 

Attorney-Examiner  William  B.  Hunter  has  recommended  the 
dismissal  of  No.  12059,  Beaumont  Chamber  of  Commerce  vs. 
Alexandria  &  Western  et  al.,  on  the  ground  that  the  rates  on 
iron  and  steel  articles  attacked  in  this  complaint  as  unreasonable 
and  unjustly  discriminatory  had  been  canceled  in  obedience  to 
the  Commission's  decision  in  "Iron  and  Steel  Articles  from 
Galveston  and  Houston,"  61  I.  C.  C.  270. 


RATE  ON   PETROLEUM   DISTILLATE 

Examiner  F.  E.  Early  has  recommended  the  dismissal  of 
No.  12363,  Vickers  Petroleum  Co.,  Inc.,  vs.  A.  T.  &  S.  F.  et  al., 
on  a  holding  that  the  rate  of  27.5  cents  on  petroleum  distillate, 
assessed  on  only  one  carload,  from  Potwin  to  Matoaka,  Okla., 
in  April,  1919,  was  not  unreasonable.  The  complainant  asked 
for  reparation  to  the  basis  of  the  subsequently  established  rate 
of  19.5  cents.  That  was  accomplished  by  the  inclusion  of  Pot- 
win  in  a  group  that  took  a  15-cent  rate.  The  examiner  found 
that  the  legally  applicable  combination  was  only  27.5  cents  in- 
stead of  the  one  of  30.5  imposed.  Complainant  contended  that 
it  had  to  sell  the  distillate  for  1.5  cents  per  gallon  less  on  ac- 
count of  the  higher  rate.  The  examiner  figured  that  the  differ- 
ence in  the  rates  amounted  to  'less  than  half  a  cent  per  gallon, 
so  the  loss,  if  sustained,  was  not  due  to  the  rate. 


SWITCHING   CHARGE   AT  ATLANTA 

Examiner  John  T.  Money,  in  a  report  on  No.  12314,  Swift 
&  Co.  vs.  Director-General,  as  agent,  has  recommended  a  holding 
that  switching  charges,  averaging  $32.54  a  car,  on  cottonseed 
oil,  at  Atlanta,  during  federal  control,  were  unreasonable  be- 
cause and  to  the  extent  that  the  factors  of  the  Central  of 
Georgia  from  East  Point  and  of  the  Atlanta  &  West  Point  from 
Lakewood  Station,  to  the  connections  of  those  carriers  with 
the  Southern,  exceeded  $5  a  car,  and  that  reparation  to  that 
basis  be  ordered, 


RATES  ON    ISTLE 

Examiner  Frank  E.  Mullen,  in  a  report  on  No.  11708,  Ameri- 
can Manufacturing  Co.  vs.  Galveston,  Harrisburg  &  San  Antonio 
et  al.,  has  recommended  a  holding  that  rates  on  istle,  from 
El  Paso,  Eagle  Pass,  Laredo  and  Brownsville,  Tex.,  to  Chicago, 
St.  Louis,  Galveston  and  New  York,  after  June  25,  1918,  were 
unreasonable  to  the  extent  that  they  exceeded  67  cents  to  Chi- 
cago, 54.5  to  St.  Louis,  34.5  cents  to  Galveston,  and  67  cents 
to  New  York;  and  that  the  through  rates  to  Brooklyn  and  Au- 
burn, N.  Y.,  Baltimore  and  Burlington,  Vt.,  via  St.  Louis  were 
unreasonable  to  the  extent  that  the  components  to  St.  Louis 
exceeded  54.5  cents. 


COAL,   IND.  TO   IA.   RECONSIGNED 

Rates  applicable  on  lump  coal  from  West  Clinton,  Ind.,  to 
Ottumwa,  la.,  and  reconsigned  to  various  destinations  in  Iowa 
and  Nebraska  during  1919,  were  not  unreasonable  or  otherwise 
unlawful,  Examiner  Andrew  C.  Wilkins  holds  in  a  tentative 
report  recommending  dismissal  of  the  complaint  in  No.  12486, 
National  Supply  Co.  vs.  C.  B.  &  Q.,  Director-General,  as  agent, 
et  al.  The  complainant  alleged  that  the  rates  were  unreasonable 
and  unjustly  discriminatory  to  the  extent  that  they  exceeded 
charges  which  would  have  accrued  on  the  basis  of  combination 
rates  via  Peoria,  111. 


CUMMINS  INVESTIGATION  RESUMED 

The  Traffic   World   Washington  Bureau 

Representatives  of  the  railroad  brotherhoods  will  appear 
before  the  Senate  interstate  commerce  committee,  October  13, 
when  the  committee's  investigation  of  the  railroad  situation, 
suspended  by  Senator  Cummins  in  mid-summer,  will  be  resumed. 
P.  J.  McNamara,  Washington  legislative  representative  of  the 
Brotherhood  of  Locomotive  Firemen  and  Engineers,  said  it  was 
likely  that  the  heads  of  the  four  brotherhoods  would  be  present. 
Frank  Warne,  statistician  for  the  brotherhoods,  may  go  on  as 
the  first  witness  for  the  railroad  employes.  Senator  Cummins 
ordered  resumption  of  the  inquiry  without  laying  the  matter 
formally  before  the  entire  committee. 

The  committee  met  October  7  to  consider  the  Winslow  rail- 
road bill  and  other  bills  pending  before  it.  The  Winslow  bill, 
authorizing  the  War  Finance  Corporation  to  buy  railroad  securi- 
ties from  the  Railroad  Administration,  was  passed  by  the  House 
just  before  the  recess.  Some  changes  may  be  made  in  it  by 
the  Senate  committee.  Senator  Cummins  believes  the  Winslow 
and  Townsend  bills  should  be  referred  to  as  the  "railroad  secur- 
ities bills,"  instead  of  the  "funding"  bills. 

President  Harding  will  ask  Congress  to  pass  the  railroad 
bill  before  the  end  of  the  present  session.  That  was  emphasized 
at  the  White  House  this  week.  Organizations  of  railroad  em- 
ployes have  begun  sending  in  resolutions  to  Congress  against 
the  passage  of  the  railroad  bill. 


FARM  BUREAU  ACTIVITIES 

An  effort  is  to  be  made  in  the  coming  months  by  the  Amer- 
ican Farm  Bureau  Federation  to  obtain  the  introduction  of  new 
methods  of  transportation  which  add  to  the  economy,  safety, 
speed  of  carriage,  and  preservation  of  farm  products,  and  to  help 
speed  up  the  general  freight  service  afforded  by  carriers.  These 
two  recommendations,  together  with  a  number  of  others,  were 
adopted  at  a  conference,  held  in  the  Farm .  Bureau  offices,  in 
Chicago,  October  6,  at  which  representatives  of  a  number  of  the 
state  federations  were  present.  The  object  of  the  conference 
was  to  outline  work  for  the  future  and  to  arrange  it  so  that  the 
work  of  the  state  federations  and  of  the  national  organization 
would  not  overlap. 

Discussing  the  proceedings,  after  the  conference,  C.  B.  Hutch- 
ings,  traffic  manager  of  the  American  Federation,  said  it  was  the 
belief  of  the  organization  that  freight  rates  generally  would 
come  down  in  the  spring  of  1922.  "Many  contracts  for  coal  and 
steel  will  expire  this  winter,"  he  said,  "and  the  carriers  will  be 
able  to  obtain  these  materials  at  lower  prices  than  they  are 
at  present  paying.  The  labor  situation  is  chaotic,  but  there  is 
a  general  belief  that  it  will  become  settled  before  the  first  of 
the  year  and  that  labor  will  be  some  cheaper. 

"We  think  that  the  present  policy  of  looking  for  reductions 
in  specific  commodities  has  gone  about  far  enough.  Of  course, 
we  took  part  in  the  live  stock  and  grain  reduction  cases,  be- 
cause it  was  our  duty  to  do  so  in  the  interests  of  our  members. 
But  it  stands  to  reason  that,  if  there  is  a  substantial  reduction 
in  grain  rates,  other  commodities,  such  as  coal,  road  building 
material,  lumber  and  petroleum — in  fact  all  commodities  with 
which  the  grain  rates  ever  have  been  compared — must  follow. 

"Naturally,  we  look  for  a  reduction  in  grain  rates,  and  we 
hope  it  will  be  a  better  one  than  was  allowed  on  livestock,  where 
the  minimum  of  50  cents  shut  out  the  larger  part  of  the  traffic 
from  the  reduction.  The  grain  movement  for  the  year  is  about 
over  now  so  that  the  railroads  will  not  lose  much  revenue.  There 
will  probably  be  a  tremendous  movement  of  coal  during  the  next 
few  months  and  the  carriers'  earnings  ought  to  be  around  C  per 
cent  during  the  winter." 
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BOARD  AND  CORPORATION  SEPARATE 

Tin   Tragic   World   Washington  Bureau 

\Vi:h  the  separation  of  ih<>  Shipping  Board  iinil  the  Kiner 
.  Fleet  Corporation  in  the  sense  that  each  organization  will 
h;ivc  iis  own  set  of  officials,  A.  D.  Lasker,  chairman  of  the  board, 
hi-iieves  that  the  board  will  be  In  better  position  to  exercise 
Us  functions  under  the  Jones  merchant  marine  act  and  the 
.•shipping  not.  The  Shipping  Board  will  retain  supervisory  con- 
ti-ol  of  the  Fleet  Corporation. 

All  iiction  liiken  by  the  Fled  corporation  will  be  lerorded 
ami  transmitted  ID  lilt-  board  and  the  hoard  members  may  at- 
h  nd  ans  meetings  of  the  corporal  ion,  under  the  resolution 
i.dopicil  l>\  i lie  hoard.  The  administrative  functions  assigned 
in  tile  Fleet  Corporation,  under  the  terms  of  the  lesolu'ion. 
Follow: 

(1)  'riic    operation,    maintenance,    repair   and    reconditioning   of   all 
ships  owned   by    the   fulled   States  Shipping  lionrd.   except  that  as  to 
"i"  -ration,    no   established   lines   will   be   discontinued  or   new   lines   be 
established  or  allocation  of  passenger  vessels  be  made   until  the  same 
shall  have  been  mntlimed  by  the   fnited  Slates  Shipping   I'.nard. 

(2)  The   completion   of   ships   tinder   construction    and   the   sale   of 
.-hips    owned    by    the    fnited    Stales    Shippim;    Hoard    subject    to    the 
poliey    and    as    to    terms    and    prices    established    by    the    fnited    States 
Shipping   Hoard. 

(3)  The  care  and  sale  of  all  surplus  materials. 

(li  The  operation  and  sale  of  housing  projects,  real  estate,  rail- 
mail  and  other-  similar  property  subject  to  confirmation  by  the  fnited 
Slates  Shipping  Hoard  before  any  final  contract  of  sale  Is  made. 

(5)  Operation  and  sale  of  dry  docks,  any  sale  being  subject  to  such 
terms  and  prices  as  may  be  established  by  the  fnited  States  Ship- 
pint;  Hoard. 

(0)  All  accounting  of  the  fnited  States  Shipping  Board  and 
Emergency  Fleet  Corporation. 

(7)  Insurance  and  matters  pertaining  to  the  same. 

(M  Operation  of  all  German,  "War  and  Navy  Department  pier 
i  ..  ilities  as,  and  if,  turned  over  to  the  hoard,  with  the  exception  that 
no  lease  of  said  piers  shall  be  executed  prior  to  confirmation  by  the 
fnited  States  Shipping  Board,  and 

(!l)  leasing  and  rental  of  offices,  warehouses,  docks  and  storage 
facilities. 

To  effect  the  separation,  the  members  of  the  Shipping  Board 
resigned  as  officials  and  trustees  of  the  Fleet  Corporation,  and 
Joseph  W.  Powell,  wh»  has  been  serving  as  vice-president  and 
general  manager  of  the  corporation,  was  elected  president  and 
; •eneral  manager  of  the  corporation.  Chairman  Lasker  said 
Mr.  Powell  was  serving  as  a  "dollar-a-year"  man  and  was  not 
receiving  any  salary  other  than  $1  a  year.  The  vice-presidents 
of  the  corporation — Messrs.  Srnull,  Love,  Frey,  Kimball  and 
Schlesingcr — were  elected  trustees  and  E.  P.  Farley,  ship  sales 
manager,  was  elected  as  a  trustee  and  vice-president.  T.  L. 
Clear,  formerly  treasurer  of  the  Panama  Canal,  was  elected 
treasurer  of  the  corporation  to  succeed  R.  W.  Boiling,  brother- 
in-law  of  former  President  Wilson.  A  new  comptroller  to  suc- 
ceed Alonzo  Tweedale  will  be  selected. 

"The  purpose  of  the  members  of  the  Shipping  Board  in  re- 
signing as  trustees  of  the  Emergency  Fleet  Corporation,  and 
of  the  chairman  in  resigning  as  president  of  the  Emergency 
Fleet  Corporation,  was,  as  expressed  in  the  preamble  of  the 
attached  resolution  adopted  by  the  board,  to  give  the  Shipping 
Board  an  opportunity  to  function  under  the  merchant  marine  act, 
1920,  in  those  broad  and  constructive  powers  which  must  be 
brought  into  being  if  we  are  to  have  an  American  merchant 
marine,"  said  Chairman  Lasker.  "The  Shipping  Board  itself 
has  powers  over  America's  overseas  commerce  much  like  those 
exeiclsed  by  the  Interstate  Commerce  Commission  over  rail- 
roads. 

"The  Emergency  Fleet  Corporation  is  possibly  the  largest 
corporation  in  the  world,  and  it  wou'd  be  as  if  the  members 
of  the  Interstate  Commerce  Commission  were  at  the  same  time 
called  upon  to  act  as  directors  of  the  great  railroads  systems 
of  the  country  and  to  operate  the  same. 

"When  the  new  Shipping  Board  took  office  it  first  had  to 
survey  its  situation  and  find  men  of  responsibility  who  could  op- 
erate the  Fleet  Corporation's  physical  properties.  It  has  now- 
done  so,  and  feels  that  it  is  prepared  to  turn  over  the  operation 
of  its  properties  and  the  liquidation  of  its  physical  assets,  other 
than  ships,  to  the  Emergency  Fleet  Corporation.  The  divorce 
is  complete.  Those  having  business  with  the  Emergency  Fleet 
Corporation  will  have  to  deal  through  the  new  board  of  trustees 
and  the  corporation  officers,  who  alone  will  have  powers  over 
the  assetts  and  the  operations  of  the  Emergency  Fleet  Corpora- 
tit  n,  with  the  exceptions  noted,  though  the  Shipping  Board  re- 
tains to  itself  the  power  to  veto  canceling  of  established  lines, 
or  the  allocation  of  passenger  vessels.  With  these  exceptions 
and  that  of  ship  sales,  the  Shipping  Board,  as  such,  beginning 
October  1.  will  devote  itself  entirely  to  a  study  of  those  sec- 
tions of  the  Jones  act  which  were  designed  to  establish  an 
American  merchant  marine  as  a  whole. 

"The  board  found  itself  in  an  impossible  position  if  it  per- 
manently attempted  to  properly  function  as  a  Shipping  Board 
and  also  run  a  great  corporation-.  In  a  remarkably  short  time 
we  believe  we  have  been  fortunate  enough  to  surround  ourselves 
with  men  of  outstanding  fitness  to  whom  to  turn  over  the  au- 
thorities and  responsibilities  connected  with  the  Fleet  Corpora- 
tion. • 


"The  hoard  is  last  reaching  the  point  where  group*  of  It* 
members  should  possibly  go  around  the  country  for  various 
kinds  of  hearing*  to  ascertain  how  certain  actions  will  affect 
different  parts  of  the  country  and  various  Industries,  not  In 
connection  with  the  operation  of  the  fleet,  but  In  connection 
with  the  Interpretation  of  the  Jones  act. 

"Then  we  found  the  old  form  of  organization  we  inherited 
Impracticable  In  this  way:  The  matter  of  allocations,  charter 
and  the  sale  of  properties  and  assets  has  to  be  up  to  people  who 
are  expert  In  it  and  who  have  ihe  final  authority;  also  the  mat- 
ter of  forcing  collections,  and  similar  matters.  The  Jones  act 
contemplated  thai  we  should  lake  this  action.  We  think  It  is  an 
accomplishment  in  the  little  over  thiee  months  we  have  been 
here  to  be  able  to  bring  about  a  working  reorganization  like 
this. 

"Our  action  has  been  taken  with  the  full  knowledge  and 
approval  of  the  President." 


LASKER  ASKS  FOR  TIME 

Indulgence  of  the  country  while  the  board  "does  the  founda- 
tion work  necessary  to  bring  the  Jones'  act  into  life,"  was  asked 
by  A.  D.  Lasker,  chairman  of  the  United  States  Shipping  Board. 
in  an  address  October  5,  at  a  luncheon  given  by  the  Associated 
Advertising  Clubs  of  the  World  at  New  York. 

"The    present    Shipping    Board."    H^H    he.    "has    three    great, 
responsibilities:    fljsj.    the    operation    of   the   fleet    which    i 
fierited,  pending  its  sale  to  private  owners;   seujjid,  the  liquida- 
tion of  its  assets;   and  tj^rd,  but  far  more  important  than  all. 
the  application  of  the  Jones'  act." 

Study  and  application  of  the  merchant  marine  act,  however, 
will  take  time,  the  chairman  said,  adding  that  "seemingly  in- 
surmountable obstacles  must  be  met." 

"There  are  tnose,"  he  continued,  "who,  for  myriad  reasons, 
do  not  wish  the  statu  quo  changed.  Unfortunately,  there  are 
possibly  American  owners  who,  feeling  secure  in  conditions  as 
they  exist  and  which  have  inured  and  can  inure  to  the  benefit 
only  of  a  few,  of  whom  they  form  part,  selfishly  can  not  see 
unbiasedly  the  greater  picture  of  a  greater  American  merchant 
marine  and  are  loath  to  aid  in  bringing  about  any  greatly 
changed  conditions. 

"Obvious.lv,   wf  pan   "nt   gain   trade  on  the  gflflfl  W1th"">   dig, 
pjarilg  fho  OYlgtlT1F  trade  enjoyed  by  foreign  ships.    And  these  c 
foreigners  are  ever  at  work,  silently  but  surely,  in  their  own  \ 
national  interest,  for  which  we  can  not  blame  them,  to  under-  ( 
mine  possibility  of  an  American  merchant  marine.     The  Jones/ 
bill  must  be  given   life   by   the   present  board,.     These   hostile  ) 
forces  from  within  and  without,  sowing  seeds  of  discord  and  dis- 
trust, must  be  met  and  vanquished  or  America  will  perish  from  f 
the  oceans  and  be  confined  in  carrying  trade  to  within  its  own) 
borders. 

"Such  an  accomplishment  can  not  be  realized,  as  President 
Harding  has  said,  'by  the  waving  of  a  magic  wand.'  Those 
who  are  truly  interested  in  the  winning  of  the  seas  to  America, 
in  their  impatience  are  crying  aloud  for  results  faster  man  they 
can  be  brought  about,  and,  unwittingly,  are  the  aiders  and 
abettors  to  those  who  would  destroy  the  possibility  or  an  Amer- 
ican merchant  marine. 

"The    Shipping    Board,    inheritors    of    a    war-built    businessi 
with  all   its  consequent   weaknesses;    the   Shipping  Board,  with! 
all    the   opportunities    for   statesmanship    which    have    been    put 
on  it  by  the  Jones  act,  begs  the  patient  indulgence  of  the  coun- 
try while  it  does  the  foundation   work  necessary  to  bring  the^ 
Jones  act  into  life.     And  if  that  confidence  is  lacking,  or,  if, 
impatience  from  any  quarters  does  not  give  opportunity  to  the' 
Shipping  Board   to   build   truly  and   soundly,  then   is  America's' 
economic  life  on  the  seas,  for  the  next  generation,  dark  indeed. i 

"For  America,  self-contained  and  self-sufficient  wliile  it  was. 
conquering  an  empire  nf  magif:  wealth  finds  itself  now  approach,- 
ing  the  Lime ,.Qf_YasLsuriiliises  which  must  be  sent  out  into 
lands  of  th?  worlds  bevonri  the  seas,  if  employment  ^at 


which  have  the  foreign  trade,  and  when  they  find  our  competi- 
tion pressing  the  most  they  will  also  find  reasons  and  condi- 
tions not  to  give  us  the  bottoms  necessary  to  carry  our  commerce. 

"The  future  of  the  American  merchant  marine  is  In  the 
recognition  by  the  farmer  of  Kansas,  the  miner  of  Arizona,  the 
industrial  worker  of  Indiana  that  his  continuous  employment 
is  in  measure  dependent  on  the  carrying  of  his  surplus  produc- 
tion to  foreign  markets;  and  that  can  only  be  insured  by  the 
existence  of  American  bottoms.  National  realization  of  this 
fact,  and  national  indulgence  and  patience  with  the  Shipping 
Board  in  the  unbelievably  trying  conditions  which  surround  it, 
are  the  pillars  of  hope  for  the  future  of  the  American  merchant 
marine."  _ 

Mr.  Lasker  reviewed  the  activities  of  the  board  and  The  re- 
ductions made  in  expenses  and  personnel. 

"The  American  nation  today  finds  itself  in  possession  of  a 
fleet  of  1,450  ocean-going  steel  ships  of  approximately  10,500,000 
deadweight  tons,  not  to  mention  a  fleet  of  10  ferro-concrete  ves- 
sels of  over  60,000  tons,  and  a  wooden  fleet  of  285  ships  of  1,000.- 
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000  deadweight  tons,"  said  he,  referring  to  the  fleet.  "For 
practical  purposes  we  need  only  consider  the  steel  fleet,  as  the 
concrete  and  wooden  ships  will  be  eradicated. 

"Of  these  nearly  1,500  steel  steamers,  we  may  say,  in  round 
figures,  that  one-third  of  the  number,  comprising  nearly  one- 
half  of  the  tonnage  in  dead  weight,  are  excellent  commercial 
vessels,  one-third  are  fair  commercial  vessels,  and  the  balance, 
for  all  practical  purposes,  are  a  total  loss  save  for  what  salvage 
can  be  gotten  out  of  them  through  ultimate  sale  or  conversion, 
either  in  this  country  or  abroad. 

"The  reason  that  half  the  steel  tonnage  owned  by  the  govern- 
ment rates  from  fair  to  not  usable  is  that  in  the  stress  of  war 
there  was  necessarily  constructed  whatever  type  of  ship  could 
be  most  expeditiously  built,  regardless  of  its  ultimate  commercial 
value  in  times  of  peace.  To  briefly  illuminate  why  one-third  of 
these  ships  were  classes  as  not  commercially  practicable,  in  order 
to  get  the  maximum  production  of  war  tonnage  some  300  ships 
were  built  in  the  yards  of  the  Great  Lakes.  To  bring  these 
vessels  to  salt  water,  they  must  pass  through  the  Welland  Canal, 
the  size  of  whose  locks  determine  the  size  of  these  lake-built 
vessels.  Most  of  these  can  not  be  used  on  the  lakes,  because 
they  were  built  for  sea  service  and  do  not  meet  freshwater  needs. 
Most  of  them  are  too  uneconomical  for  ocean  carriers  to  meet 
the  competition  of  peace-time  trade." 

In  the  successful  operation  of  the  Shipping  Board  fleet,  thfi 
chairman  said,  "lies  the  immediate  hope  of  the  estahlishment- 
of  an  American  merchant  marine,  and  in  an  established  Amer- 
merchant marine  lips  mir  only  assured  hnne  nf  tynrlH 


which  maang  nrosperity  and  happiness  fqr  America,"  He  as- 
serted the  board  was  cutting  down  expenses  to  the  point  where 
the  monthly  loss  on  operation  would  not  exceed  $5,000,000. 

"When  the  tonnage  of  vessels  now  building  throughout  the 
world  is  completed,"  said  he,  "there  will  be  afloat  an  increase 
of  nearly  one-third,  as  compared  to  the  existing  pre-war  ton- 
nage. True,  abroad,  as  well  as  in  this  country,  many  war-built 
ships  are  now  regarded  as  useless.  This  is  even  true  of  Britain, 
considered  the  foremost  of  shipbuilding  nations.  However,  the 
effectiveness  of  ships  today  has  not  yet  returned  to  pre-war 
standards.  Disarrangement  of  trade  routes,  resulting  in  longer 
average  voyages,  is  a  factor  that  tends  to  counteract  this  excess 
which  is  however  vastly  exceeded  by  the  enormous  dropping  off 
in  foreign  trade. 

"The.  best  estimate  available  today  shows  that  In  1921,  in 
tons  of  ocean  freight,  perhaps  60  per  cent  as  much  is  moving 
as  in  1913.  Granting  the  premise  that  the  last  10  or  15  per  cent 
of  trade  makes  or  demoralizes  the  market,  the  possible  40  per 
cent  deficit  in  ocean  trade  existing  today  eloquently  speaks  for 
itself. 

"As  a  result  of  this  decrease  in  trade  and  the  increase  in 
ships  since  May,  1920,  freights  have  fallen  off  and,  as  cargoes 
ceased  to  be  available,  vessel  after  vessel  has  been  tied  up, 
until  now  an  amount  of  tonnage  which  practically  represents 
the  total  visible  excess  of  some  20,000,000  dead  weight  tons 
hangs  over  the  ocean-carrying  market,  which  will  prevent  an 
increase  in  freight  to  a  remunerative  basis  for  a  longer  time 
after  trade  improvement  sets  in.  Half  of  this  tonnage  will  never 
turn  a  wheel  again,  being  unfit  for  profitable  peace-time  opera- 
tions. 

"It  is  interesting  to  note  that  America  is  not  alone  stricken, 
as  more  than  half  of  the  laid-up  tonnage  fly  foreign  flags. 
Obviously,  the  nations  who,  for  centuries,  have  been  building 
trade  routes,  with  generations  of  good  will  behind  them,  will 
feel  the  depression  in  much  smaller  measures  than  does  our 
vast  new  American  enterprise. 

"Because  of  the  existing  excess  of  tonnage,  the  values  of 
bottoms  have  so  dropped  that  time  charters  today  are  one-eighth 
of  the  going  rates  in  the  third  quarter  of  1919.  A  10,000-ton 
steamer  can  be  had  under  charter  hire  for  a  little  over  $11,000 
per  month,  as  against  $100,000  when  charter  hire  was  at  its 
height.  In  the  face  of  these  low  rates  the  American  owner  finds 
himself  confronted  by  the  keenest  of  foreign  competition,  with 
the  handicaps  of  higher  wages,  expensive  victualing,  and  severe 
legislative  requirements.  Who  will  question  that  American  liv- 
ing standards  should  be  maintained  on  the  seas  as  on  the  land, 
but  to  be  maintained  they  must  be  paid  for  and  the  difference 
between  American  and  foreign  standards  must  somehow  be  met. 

"American  ships  cost  more  to  build  than  foreign  ships,  be- 
cause of  higher  American  standards  of  living  and,  therefore, 
higher  American  wages.  No  American  merchant  marine  can 
be  created  with  ships  operated  under  the  American  flag,  but 
built  in  foreign  yards.  Domestic  shipyards  are  as  necessary 
to  a  merchant  marine  as  the  ships  themselves,  because,  in  case 
of  need  for  tonnage  when  other  nations  could  not  or  would  not 
supply  us,  we  might  find  ourselves  with  a  woefully  unbalanced 
fleet  and,  in  time  of  war,  without  facilities  for  replacements  and 
repairs. 

"Therefore,  from  the  standpoint  of  operation  and  original 
cost,  with  all  it  entails,  America's  new,  young  merchant  marine 
is  under  financial  handicaps  of  a  major  nature.  Added  to 
that,  the  sea  routes  of  the  world  are  controlled  by  other  na- 
tions. Wherefore,  we  must  spend,  as  every  new  business  must 
spend,  the  moneys  to  get  our  share  of  the  trade  enjoyed  by 
others." 


"Referring  specifically  to  the  Jones  merchant  marine  act. 
Chairman  Lasker  said: 

"The  Congress  that  passed  this  legislation  was  thoroughly 
conversant  with  the  handicaps  to  American  ocean  trade.  Presi- 
dent Harding  was  a  member  of  the  committee  that  framed  it 
and  none  more  inspiringly  co-operated  than  he.  And  it  is  my 
privilege  here  to  announce  and  confirm  that  the  same  inspira- 
tion which  guided  him  in  his  work  on  this  bill  as  a  Senator, 
lives  with  him  as  President.  His  interest  in  the  successful  appli- 
cation of  the  Jones  bill  and  the  establishment  of  the  American 
merchant  marine  has  increased  from  the  time  of  the  framing 
01  the  bill  until  today,  as  his  responsibilities  have  Increased 
from  Senator  to  President.  No  man  living  more  whole-heartedly 
and  determinedly  calls  for  a  permanent  policy  for  American  ship- 
ping than  President  Harding.  No  man  living  desires  more 
keenly  a  permanent  American  merchant  marine  commensurate 
with  American  needs  than  President  Harding.  It  is  the  in- 
spiration and  determination  of  President  Harding  that  gives' 
heart  to  the  Shipping  Board  to  carry  the  great  burdens  it  bears. 

"Senator  Jones,  whose  name  the  merchant  marine  act  of 
1920  bears,  will  live  immortal  in  our  sea  history. 

"It  is  unfortunate  that  because  of  intervening  conditions,  it 
Is  only  now,  sixteen  months  after  the  Jones  bill  became  law,  that 
there  exists  a  Shipping  Board  which  for  the  first  time  is  ready 
to  consider  the  great  questions  of  policy  and  the  mandates  con- 
tained in  that  legislation,  in  the  application  of  which  may  lie 
the  ultimate  life  or  death  of  America  upon  the  seas. 

"The  Jones  act  was  obviously  framed  with  the  recognition 
that,  because  of  conditions  surrounding  American  sea  carrying 
which  we  have  covered,  no  American  merchant  marine  could  be 
established  without  extraneous  assistance  being  created  for  its 
benefit.  The  Jones  bill  provides  for  the  creation  of  what  is 
hoped  will  be  such  extraneous  assistance.  For  instance,  it  pro- 
vides that  American  mail  shall  be  carried  in  American  ships, 
thereby  giving  American  tonnage  the  benefit  of  revenues  accru- 
ing from  postal  service  originating  in  this  country;  it  provides 
for  through  preferential  rates  on  railroads,  to  be  allowed  only 
when  property  or  passengers  are  carried  in  American  vessels;  it 
provides  for  the  abrogation  of  treaties  restricting  America's  right 
to  impose  discriminating  custom  duties^and  tonnage  dues. 

It  was  the  thought  and  hope  of  the  framers  of  the  Jones 
bill  that  the  application  of  these  three  major  and  several  other 
minor  provisions  would  render  American  tonnage  such  extraneous 
assistance  as  to  increase  their  earning  capacity,  so  as  to  enable 
pur  merchant  marine  to  cope  with  foreign  competition,  in  spite  of 
its  higher  original  cost  and  subsequent  greater  cost  of  operations. 
The  existence  of  these  laws  and  mandates  in  the  Jones  act  are 
only  the  forerunner  of  what  must  be  done  to  bring  their  appli- 
cation into  being.  Until  this  time  there  has  not  existed,  as  is 
well  known,  a  fully  constituted  Shipping  Board  with  the  organi- 
zation to  study  the  applications  of  the  provisions  of  the  Jones 
act.  A  wrong  application  of  these  provisions,  instead  of  build- 
ing an  American  merchant  marine,  may  destroy  it.  The  right 
application,  it  is  hoped,  will  insure  the  end  so  much  to  be  desired." 


SALE  OF  WOODEN  SHIPS 

The  Traffic   World   Washington  Bureau 

Elmer  Schlesinger,  chief  counsel  of  the  Shipping  Board,  be- 
lieves he  has  found  a  profitable  way  in  which  to  dispose  of  thirty- 
three  of  the  wooden  ships  owned  by  the  board  and  in  one  in- 
stance he  proposes  to  trade  an  alleged  leaky,  slow-moving  ship 
to  Armour  &  Co.  of  Chicago  for  a  claim  of  $250,000. 

Armour  &  Co.  recently  sued  the  board  and  the  charterer 
of  one  of  the  wooden  ships  on  account  of  damage  to  a  cargo  of 
meat  which  moved  therein.  It  asked  $250,000  damages.  It 
rllcgfd  that  the  ship  leaked  and  that  it  moved  so  slowly  across 
the  ocean  that  the  meat  was  spoiled  when  it  reached  destination. 
Mr.  Schlesinger  said  that,  in  preparing  to  meet  the  suit,  he 
had  browsed  through  the  law  and  found  that  the  board  could 
get  out  of  the  trouble  simply  by  surrendering  the  ship  to  the 
court  in  satisfaction  of  the  claim.  Unless  the  court  objects, 
Armour  &  Co.  will  have  the  wooden  ship  for  such  use  as  it 
may  desire  to  put  it. 

Thirty-three  wooden  ships  owned  by  the  board  are  involved 
in  suits  wherein  claimants  seek  damages  against  the  board. 
Mr.  Schlesinger  said  the  board  would  turn  the  ships  over  to  the 
claimants  and  feel  it  had  made  a  bargain. 

Advised  by  its  legal  department  that  the  bid  of  the  Ship 
Construction  &  Trading  Company,  Inc.,  under  which  the  board 
was  to  receive  $2,100  for  each  ship  in  its  fleet  of  wooden  vessels, 
was  irregular,  the  board,  by  formal  resolution,  has  rejected  the 
Hd  and  will  seek  new  bids  (see  Traffic  World.  Oct.  1).  Suit 
probably  will  be  brought  against  the  board  by  the  company  to 
compel  acceptance  of  the  bid.  The  board,  in  a  resolution 
adopted  several  weeks  ago,  accepted  the  bid.  but  the  legal  de- 
partment held  that  this  resolution  was  not  binding.  The  board's 
explanation  of  its  action,  as  given  by  Elmer  Schlesinger,  chief 
counsel,  follows:  ' 

The  United  States  Shipping  Hoard,  after  weeks  of  careful  consid- 
eration, has  come  to  the  final  decision  that  it  cannot  accept  the  bid  of 
the  Ship  Construction  and  Trading  Co.,  Inc.,  for  the  purchase  of  its 
fleet  of  wooden  vessels.  The  Shipping  Bdhrd  widely  advertised  for 
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.1  luds  fur  ih.  sal,-  ui  ihese  vessels,  in  In-  np.-tn-d  on  July  30th  last. 
•|  In-  Snip  Ci  i'  'iin. -111111  .-mil  Trading  Co.,  INC-.,  wns  lh.-  <>nl\  bidder  for 
Hi,-  entile  lli-t-i.  II  hut  $2,100  for  each  vessel,  toK'-tlii-i1  with  all  the 
i..|iiiiniii-iii.  spare  parts  and  supplies  which  are  now  ashore  belonging 

to  or   purchased    lor  tin-    \\  < <    nip.  .    pa>  nn-nt   to   be   maae   In 

installiiM  ins  i  MM  i. UK  a  in  i  UK!  of  nine  months.  No  ei-rtnlid  eln-ek 
accompli  iin  1 1  i  In-  hni  nti  required  by  the  advertisement.  There  were 
numerous  other  conditions  In  the  hid  which  were  not  In  conformity 
with  me  published  advertisement,  nor  did  the  adv  1 1 1.  •  rm-nt  provide 
for  tlie  snle  "I  anytluiiK  hut  the  wooden  ships  tln-ms.  ives. 

imieh  as  It  had  been  costing  tin  .shipping  Hoard  very  large 
sums  for  the  upkeep  of  its  wooden  fleet,  and  Inasmuch  as  the  board 
felt  that  it  was  to  the  hest  interest  of  the  government  to  dispose  of 
its  wooden  Meet  as  rapidly  as  possible,  und  Inasmuch  as  the  bid  of 
tin-  ship  Construction  and  TradlnK  Co..  Inc.,  was  the  only  bid  re- 
eeived  for  the  enliie  Hi-el,  the  board  was  desirous  of  consummating  a 
sale  as  rapidly  as  possible.  The  Ship  Construction  &  Trading  Co.,  Inc., 
Immediately  advanced  the  contention  that  very  large  quantities  of 
stores,  equipment,  spare  parts,  apparatus  and  supplies  which  were 
.1  at  Norfolk  and  other  points,  must  be  delivered  to  them  under 
their  hid.  and  also  demanded  that  If  any  parts,  equipment  or  stores 
Mad  Ipeen  issued  or  used  by  any  other  ship  belonging  to  the  Shipping 

nl,  they  should  be  replaced  from  the  general  stores  of  the  board 
and  delivered  to  them.  The  Shipping  Board  spent  several  weeks  in 
liatiently  endeavoring  to  Iron  out  the  controversy  which  arose  by 
reason  of  these  demands,  the  Irregularities  of  the  bid  and  other  dis- 
puted questions  which  had  arisen.  The  Shipping  Board  also  felt  doubt 
as  to  tne  financial  ability  of  the  Ship  Construction  and  Trading  Co., 
Iin-..  to  carry  through  the  proposed  transaction,  and  Insisted  on  a 
satisfactory  performance  bond. 

In  the  meantime,  two  days  after  the  bids  were  opened,  another  bid 
was  received  from  responsible  parties  offering  $2,400  In  cash  for  each 
ship,  and  the  entire  amount  of  cash  offered  was  deposited  in  bank. 
The  Shipping  Board  felt  that  inasmuch  as  the  Ship  Construction  and 
Trading  Co.,  Inc..  had  been  the  sole  bidder  for  the  entire  fleet  at  the 
advertised  sale,  it  had  a  prior  moral  claim  on  the  Shipping  Board's 
consideration,  but  that  in  view  of  the  fact  that  the  Ship  Construction 
and  Trading  Co.,  Inc.,  stated  that  they  had  not  yet  completed  their 
arrangements  to  finance  the  transaction,  it  would  be  to  the  best  in- 
terests of  the  government  if  the  second  bidder  would  assist  in  financ- 
ing the  Ship  Construction  and  Trading  Co..  Inc.,  in  Its  proposition 
and  thus  enable  the  Shipping  Board  not  only  to  receive  $2,400  in  cash 
for  each  of  its  wooden  vessels,  but  also  to  settle  the  controversy  as  to 
what  equipment  and  parts  stored  in  warehouses  of  the  Shipping 
Board,  should  be  included  in  the  sale. 

After  long  and  patient  further  negotiations  the  Ship  Construction 
and  Trading  Co.,  Inc.,  offered  to  purchase  the  entire  wooden  fleet, 
less  certain  vessels  which  were  excepted,  for  $2,400  cash  for  each 
vessel  and  a  definite  amount  of  equipment  and  spare  parts  which  were 
specifically  segregated  in  the  warehouses  of  the  Shipping  Board.  The 
Shipping  Board  believed  that  such  a  sale  was  advantageous  to  the 
Interest  of  the  government  and  submitted  the  entire  transaction  to  its 
legal  department  for  consideration. 

In  the  meantime,  while  these  various  negotiations  were  pending, 
several  other  higher  bids  for  the  entire  fleet  were  received  by  the 
Shipping  Board  and  a  considerable  number  of  inquiries  were  received 
from  other  parties  who  desired  to  bid  on  the  boats.  The  Shipping 
Board  felt  it  could  not  in  good  faith  consider  these  offers  pending  the 
negotiations.  After  a  careful  study  of  the  situation  the  legal  depart- 
ment of  the  Shipping  Board  advised  the  board  that  it  could  not  legally 
consummate  the  transaction.  Section  5  of  the  Merchant  Marine  Act, 
1920.  provides  that  the  Shipping  Board  can  sell  Its  vessels  at  "public 
or  private  competitive  sale  after  appraisement  and  due  advertise- 
ment. The  legal  department  advised  the  Shipping  Board  that  be- 
cause of  irregularities  in  the  bid  of  the  Ship  Construction  and  Trading 
Co.,  Inc..  because  of  its  variance  from  the  announced  terms  of  the 
advertisement  in  many  respects,  because  or  the  failure 
of  the  company  to  deposit  a  certified  check,  and  because 
'.  other  technical  legal  irregularities,  the  sale  could  not  be 
deemed  a  public  sale  under  the  terms  of  the  statute, 
and  the  hid  could  not  be  accepted  as  such.  On  the  other  hand,  the 
sale  could  not  be  consummated  as  a  private  competitive  sale  under  the 
terms  of  the  statute,  because,  pending  the  negotiations,  other  bids 
were  received  from  other  parties,  which  were  not  considered  and  the 
element  of  the  required  competition  would  be  lacking 

The  Merchant  Marine  Act  is  a  new  statute  and  this  section  In 
question  has  never  been  heretofore  construed  by  any  court.  The  legal 
department  has  also  raised  a  question  as  to  the  nature  and  character 
of  the  appraisement  required  by  the  terms  of  that  section  of  the 
statute,  and  the  Shipping  Board  is  confronted  with  the  question  of 
what  character  of  appraisement  will  be  necessary  before  making  a 
valid  sale  of  these  vessels. 

Under  all  of  these  circumstances  the  Shipping  Board  felt  that  it 
could  not  legally  proceed  to  consummate  the  transaction  The  board 
having  heretofore  taken  action  in  an  effort  to  arrive  at  an  agreement 
as  aforesaid,  on  Tuesday  last,  on  the  advice  of  its  legal  department 
passed  a  resolution  refusing  the  offer  of  the  Ship  Construction  and 
Trading  Co.,  .Inc..  and  declining  to  enter  into  a  contract  with  that 
company  for  the  sale  of  the  ships.  The  legal  department  further 
advised  the  board  that  such  action  was  legally  consistent  with  the 
prior  action  of  the  board  and  of  its  chairman. 

In  the  meantime,  the  present  board  having  greatly  cut  down  the 
expense  of  maintaining  the  wooden  ships,  and  the  last  advertised 
sale  having  thus  fallen  through,  it  is  the  board's  purpose  to  order  a  new 
survey  of  the  whole  situation,  which  may  take  several  weeks. 


PANAMA  CANAL  TOLLS 

The  Traffic   World   Wishington  Bureau 

The  first  speech  to  be  made  for  or  against  the  bill  (S.  665), 
providing  that  American  vessels  engaged  in  the  coastwise  trade 
shall  not  be  required  to  pay  tolls  when  passing  through  the  Pan- 
ama Canal,  and  on  which  the  Senate  will  vote  October  10,  was 
delivered  in  the  Senate,  October  4.  by  Senator  Fletcher  of 
Florida,  who  spoke  at  length  against  the  bill. 

The  senator  contended  that  passage  of  the  bill  would  con- 
stitute a  violation  of  the  Hay,-Pauncefote  treaty  with  Great  Bri- 
tain. He  said: 

It  is  plain  that  the  principle  that  the  canal  shall  be  open  to  citi- 
zens and   subjects  of  the   United   States  and  Great   Britain   on   equal 
eims.  and  shall  also  be  open  on  like  terms  to  the  citizens  and  sub- 
lets of  every   other  state,    is  carried   forward   and   preserved   in    the 
Hay-Pauncefote  treaty,  and  in  the  last  treaty  of  November  18,  1901. 
If  this  bill   should   be  enacted   Into  law  the   effect  would   be  that 
vessels   enrolled   and   licensed   In    the   coastwise   trade   of   the    United 

would  pass  through  the  canal  without  paying  toll. 
In  the  first  place,  that  would  b«  n  discrimination  between   Amerl- 


enii  vessels  engaged  In  foreign  trade  and  American  vessels  engaged  In 
coastwise   trade. 

If  a  vessel  sailed  from  New  York  for  Snn  Francisco  through  the 
eaual  and  called  at  liavnmi  to  discharge  and  take  on  cargo,  that 
vessel  would  pay  tolls,  it  It  did  not  cull  at  any  foreign  port  and 
w.is  i  nu-iKi-ii  <  xeiuslvcly  In  cOMtwUe  trade,  It  would  riot  pay  toll*. 

if  ,i  vessel  sailed  from  .s.-in  Francisco  to  Boston  through  the  canal 
It  would  pass  through  without  paying  toll*.  If  after  passing  through 
the  iMii.-n  n  ealled  at  a  port  In  the  West  Indies  or  at  Havana,  and 
took  on  cargo,  It  would  have  escaped  the  payment  of  tolls  wrongfully. 

This  illustrates  the  difficulty  of  separating  American  vessels  en- 
gugi  d  exclusively  in  coastwise  trade  from  those  which  may  be  en- 
gaged in  both  coastwise  and  foreign  trade. 

Already  all  foreign  ships  are  excluded  from  our  coastwise  trade. 
Our  vessels  serving  that  trade  have  a  distinct  monopoly.  They  have 
ro  competition  with  any  foreign  vessels. 

There  is  a  proposal  in  the  merchant  marine  act  to  extend  our 
coastwise  trade  laws  to  the  Philippines.  They  already  extend  to 
I-orto  Kico  and  Hawaii. 

1  can  see  no  sound  reason  for  granting  these  further  benefits  to 
our  coastwise  vessels,  especially  thereby  diminishing  the  revenues 
to  the  canal  and  obliging  the  deficit  to  be  made  up  by  the  other  tax- 
payers  of  the  country. 

These  benefits  will  be  very  considerable.  It  Is  sometimes  esti- 
mated that  the  cost  of  operating  a  ship  may  be  token  at  25  cents  per 
net  ton  a  day.  The  cost  of  the  tolls  on  laden  ships  is  equivalent  to 
about  five  days  of  operation  at  sea.  In  other  words,  other  considera- 
tions being  equal,  if  a  ship  saves  over  five  days  In  her  voyage  by 
using  the  canal,  it  is  profitable  to  go  that  way.  A  10-knot  ship,  travel- 
ing 240  nautical  miles  a  day,  will  gain  by  using  the  canal,  If  it  short- 
ens the  distance  by  1,200  miles.  On  the  same  basis,  a  ship  in  ballast 
can  profit  by  using  the  canal  if  it  saves  three  days. 

Tolls  are  levied  on  the  net  tonnage  of  the  ship,  which  Is  the  in- 
terior space  which  can  be  devoted  to  the  carriage  of  cargo  or  pas- 
sengers. The  rates  for  laden  ships  Is  $1.20  per  net  ton,  Panama  Canal 
measurement,  and  the  rate  for  ships  in  ballast  Is  72  cents  per  net 
ton,  with  the  proviso  that  the  amount  collectible  shall  not  exceed  the 
equivalent  of  $1.25  per  net  ton  as  determined  under  the  rules  for  regis- 
try in  the  United  States,  or  be  less  than  75  cents  per  net  ton  on  the 
same  basis. 

From  the  opening  of  the  canal,  August  15,  1914,  to  July  1,  1920, 
the  total  revenues  collected.  Including  tolls  and  miscellaneous  business 
profits,  had  amounted  to  $34,426,675.28.  The  expenses  of  operation  and 
maintenance  of  the  canal  during  that  period  had  been  $36  657  766  89 
leaving  a  deficit  in  the  amount  of  $2,231,091.61. 

During  the  last  three  fiscal  years  the  revenues  have  increased. 
The  canal  is  in  a  fair  way  toward  paying  the  cost  of  operation,  with- 
out allowance  of  interest  charges  on  the  capital  invested  in  the  plant, 
to  wit,  $367,151.696.38,  or  a  reserve  for  covering  the  cost  of  replace- 
ments of  machinery  which  will  be  necessary  from  time  to  time. 

A  summary  of  that  traffic  for  the  fiscal  year  1921  is  as  follows: 

Atlantic  to    Pacific  to 
Item  Pacific          Atlantic          Total 

Number  of  vessels   274  152  426 

Panama   Canal   net   tonnage    329,381  138,122  467503 

Displacement    tonnage     464,904  433,759  S:i8  6M 

Cargo    carried,    tons    443,033  10,736  453.769 

Tolls  collectible  at  commercial  rates.$588, 886.49     $336,014  80     $924  901  29 

We  paid  none  of  this.  This  amount  of  traffic  cost  us  nothing  in 
the  way  of  tolls.  These  privileges  we  enjoyed  without  protest. 

Now,  to  give  free  passage  to  our  coastwise  shipping  is  not  keep- 
ing faith  with  other  countries,  and  certainly  not  with  Great  Britain. 
Her  interests  are  very  considerable. 

Senator  Fletcher  said  passage  of  the  bill  meant  that  the 
government  would  be  giving  the  coastwise  vessels  about  $1,500,- 
000  a  year. 

"The  Panama  Canal  was  built  by  the  use  of  the  money  of 
all  the  people  of  the  United  States,"  said  he.  "All  the  people 
are  entitled  to  have  the  benefit  of  all  revenue  derived  from  its 
operation  as  a  highway  of  commerce.  That  revenue  has  not  up 
to  this  time  equaled  the  cost  of  operation,  protection  and  main- 
tenance. All  the  people  have  been  obliged  to  furnish  the  money 
required  to  make  up  the  difference. 

"As  the  commerce  increases,  all  revenue  should  be  applied 
to  cover  expenses,  first,  and  then  to  restore  the  amounts  taken 
from  the  people  in  the  past  to  carry  the  burden  of  the  annual 
deficit,  and  when  all  these  sums  are  made  good,  if  a  clear  profit 
is  shown,  we  should  take  into  account  the  interest  on  the  total 
investment — the  people  having  paid  interest  on  the  Panama 
bonds — as  any  business  return  would  exact,  and  then  the  crea- 
tion of  a  reserve  fund  out  of  which  machinery  and  equipment 
can  be  replaced,  as  will  inevitably  be  required.  After  all  that, 
if  there  is  still  a  profit,  it  belongs  to  all  the  people  in  the  nature 
of  dividends  on  their  great  enterprise. 

"Merchant  shipping  engaged  in  the  coastwise  trade  did  not 
build  the  canal;  did  not  bear  alone  the  burden  of  its  mainte- 
nance, operation,  and  protection.  These  interests  are  entitled 
to  precisely  the  same  and  no  other  benefits  as  every  other  in- 
terest in  the  United  States.  They  now  seek  the  special  and  addi- 
tional benefit  of  the  free  use  of  the  canal,  which  would  be 
equivalent  to  donating  to  them  out  of  the  earnings  of  the  canal, 
and  thus  out  of  funds  belonging  to  all  the  people,  over  a  million 
and  a  half  dollars  annually.  It  troubles  them  not  at  all  that 
such  a  course  would  mean  an  utter  disregard  of  our  solemn  con- 
tract with  Great  Britain,  made  in  part  consideration  of  their 
surrender  of  advantages  and  rights  vested  in  them  by  a  prior 
treaty  which  they  allowed  to  be  superseded  by  the  later  ones 
we  very  much,  in  our  own  interest,  desired. 

"It  troubles  them  in  no  degree  that  if  they  are  exempt  from 
tolls  just  that  much  the  people  of  the  whole  country  must  pay- 
more  than  they  otherwise  would  pay.  They  are  willing  to  ignore 
the  fact  that  other  American  shipping  would  be  thus  discrimi- 
nated against  for  their  advantage.  The  shipping  of  other  coun- 
tries would  be  denied  rights  which  they  have  under  the  pledge 
of  our  bond  and  our  honor,  but  as  to  that  this  particular  class, 
already  petted  and  pampered  by  the  favor  of  our  laws,  are  wholly 
indifferent. 
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"We  may  be  certain  that  interests  so  selfish,  it'  this  bill 
should  become  a  law,  would  not  reduce  their  freight  rate  and 
passenger  charges  one  penny.  They  would  never  consider  pass- 
ing any  portion  of  the  benefits  thus  conferred  as  a  subsidy  on 
them  on  to  the  shippers  of  the  country.  They  would  retain  the 
last  farthing  of  the  savings  and  put  into  their  own  treasuries  the 
money  that  belongs  to  the  American  people. 

"For  the  reason  that  the  bill  proposes  to  contravene  the  pro- 
visions of  our  treaties  and  violate  our  covenant  and  place  the 
United  States  in  the  attitude  of  scorning  the  respect  of  the  civ- 
ilized world  and  on  the  economic  grounds  I  have  mentioned,  I 
trust  the  bill  will  not  pass." 

"If  we  were  to  consider  this  subject  solely  from  the  stand- 
point of  American  citizens,"  Senator  Pomerene  of  Ohio  said, 
"they  are  entitled  to  equality  of  treatment.  At  the  present  time 
the  freight  rates  from  coast  to  coast  through  the  Panama  Canal 
are  from  one-half  to  two-thirds  less  than  they  are  across  the 
continent  to  the  central  part  of  the  United  States,  and  I  speak 
particularly  with  reference  to  Ohio.  Our  shipments,  whether 
to  the  coast  or  from  the  coast,  are  required  to  pay  traffic  rates 
which  must  be  sufficient  to  pay  a  return  on  the  investment  in 
the  road  beds  of  those  several  transcontinental  lines;  and  now, 
by  the  proposition  before  us,  we  are  asked  to  furnish  the  right- 
of-way  through  the  canal,  which  cost  the  United  States  $400,- 
000,000,  free  to  the  coastwise  shipping.  In  other  words,  the 
differential  between  the  freight  rates  which  citizens  on  the  coast 
would  have  to  pay  and  the  freight  rates  which  citizens  in  the 
interior  of  the  country  would  have  to  pay  would  be  increased  if 
we  should  relieve  coastwise  shipping  of  the  toll  rates  through  the 
canal." 


FREE  PORTS  AND  FREE  ZONES 

Methods  by  which  the  United  States  can  develop  her  foreign 
trade  and  at  the  same  time  maintain  a  protective  tariff  were 
outlined  at  Los  Angeles  October  6,  when  Henry  M.  Robinson, 
formerly  a  member  of  the  United  States  Shipping  Board  and  now 
president  of  the  First  National  Bank  of  Los  Angeles  and  the  Los 
Angeles  Trust  &  Savings  Bank,  placed  the  problem  of  free  ports 
and  free  zones  before  the  American  Bankers'  Association  in 
annual  convention,  through  his  discussion  of  the  trade  zone 
bill,  which  Senator  Jones  of  Washington  now  has  before  Con- 
gress. 

Mr.  Robinson  spoke  as  one  interested  both  in  a  protective 
tariff  and  in  foreign  trade,  and  pointed  out  what  he  called  the 
inconsistency  of  attempting  to  develop  both  at  the  same  time, 
stating  that  it  was  only  through  the  establishing  of  a  free  port 
and  a  free  zone  policy  that  the  foreign  trader  and  the  protec- 
tionist could  meet  on  common  ground  and  the  ends  to  which 
both  were  working  could  be  accomplished. 

After  pointing  out  that,  the  Jones  bill,  as  now  amended, 
provides  necessary  machinery  for  the  creation  of  foreign  trade 
zones  in  or  adjacent  to  American  ports  of  entry  and  authorizes 
the  Secretary  of  Commerce  to  grant  to  states,  municipalities, 
and  their  legal  subdivisions  the  privilege  of  establishing  such 
zones,  Mr.  Robinson  summarized  the  provisions  of  the  bill,  and 
pointed  out  that,  whereas,  under  the  terms  of  the  bill,  both 
foreign  and  domestic  merchandise  may  be  brought  into  a  free 
zone  and  there  broken  up,  assembled,  mixed  with  foreign  or 
domestic  merchandise,  or  otherwise  manipulated  for  re-export, 
direct  manufacturing,  as  such,  may  not  be  carried  on  within 
the  proposed  districts — this  in  order  to  meet  the  wishes  of  in- 
terior communities  and  to  allay  their  fears  as  to  seaboard  manu- 
facturing competition. 

Mr.  Robinson  said  in  part: 

"Under  the  terms  of  this  act,  no  duty  is  to  be  applied  to 
merchandise  delivered  from  ship  to  wharf  within  a  free  zone 
unless  some  part,  or  all,  of  it  is  taken  out  for  domestic  consump- 
tion, at  which  time  it  will  pass  through  the  Customs  House  and 
be  subject  to  regular  duty. 

"In  other  words,  we  may,  within  certain  districts  within 
our  ports  of  entry,  be  a  free  trade  nation  and  at  the  same  time 
protect  our  own  domestic  markets  from  a  flood  of  cheaply  manu- 
factured European  and  Asiatic  goods. 

"It  is  axiomatic  that,  for  the  protection  of  the  American 
manufacturer,  a  method  must  be  provided  for  the  maintenance 
of  a  merchant  marine  which  will  carry  abroad  the  surplus  of 
American  manufactured  goods;  otherwise  these  goods  must  con- 
tinue to  back  up  upon  our  own  markets  and  thereby  reduce  the 
earnings  of  our  manufacturers,  the  profits  of  our  merchants  and 
the  earnings  of  American  labor,  itself. 

"There  is  appearing  from  time  to  time  in  certain  publica- 
tions the  suggestion  that  most  of  our  products  are  consumed 
at  home  and  that  only  about  one-seventh  is  available  for  export, 
and,  hence,  that  our  foreign  trade  is  a  relatively  unimportant 
factor  in  our  national  prosperity. 

"Accepting  these  figures  as  true,  economists  generally  agree 
that  a  surplus  is  the  controlling  factor.  Is  it  not,  therefore, 
reasonable  to  assume  that  it  is  the  backing  up  of  our  manu- 
factured surplus  and  our  inability  to  sell  abroad  that  has  brought 
about  our  unemployment  situation? 

"Rinro  the  beginning,  any  nation  that  has  engaged,  with  any 


appreciable  degree  of  success,  in  international  commerce  has 
been  either  on  a  free  trade  basis,  or  has  maintained  one  or  more 
free  ports  or  free  zones. 

"For  years,  however,  we,  as  a  nation,  have  maintained  a 
high  tariff,  and  most  of  the  time  a  very  high  protective  tariff, 
and,  for  half  a  century  our  flag  has  been  a  comparative  rarity 
upon  the  seven  seas. 

"Came  the  great  war,  and  demonstrated  beyond  cavil  the 
need  for  the  maintenance  of  a  merchant  fleet,  if,  in  time  of  war, 
the  nation  is  to  be  protected — and  this,  whether  the  war  be  mili- 
tary or  economic. 

"The  great,  war  also  demonstrated  fully  the  interdependence 
of  peoples  and  nations — and  their  dependence  upon  world  trade. 
"Since  the  maintenance  of  a  merchant  fleet  is  obviously 
predicated  on  world  trade,  it  is  evident  that  a  high  protective 
tariff,  world  trade,  the  maintenance  of  a  merchant  fleet  with  the 
financial  and  commercial  accompaniments  of  those  operations, 
are  inconsistent,  but  experiences  of  European  nations  show  con- 
clusively that  a  modification  of  this  inconsistency  can  be  brought 
about  without  definite  injury  to  the  principles  involved  in  a  pro- 
tective tariff. 

"In  fact,  if  the  feeling  continues  to  grow  that  .we  should 
engage  in  world  trade  and  maintain  a  merchant  fleet,  as  a 
necessary  corollary,  the  principle  of  protection  must,  of  necessity, 
be  greatly  modified,  unless  some  method  is  devised  that  will  per- 
mit a  world  trade  of  merchandise  in  and  out  of  our  important 
ports  of  entry  without  the  delays  and  expense  attendant  on  our 
present  methods  of  operation. 

"It  is  true  that  under  the  present  law  imported  merchandise 
may  be  impounded  in  bonded  warehouses  and  withdrawn  for 
transshipment,  or  may  be  impounded,  withdrawn  and  manu- 
factured and  then  transshipped  in  foreign  trade  with  a  draw- 
back of  the  customs  paid.  This  plan  was  intended  to  meet  the 
needs  of  world  trade,  but  is  nearly  inoperative  and  utterly  fails 
of  accomplishing  the  main  purpose,  in  that  the  time  consumed 
in  vessel  delays  and  in  the  unwinding  of  red-tape  militates 
against  such  an  operation. 

"If  it  be  true  that  the  cost  of  operation  of  our  merchant  ships 
is  to  be  greater  than  that  of  the  important  competing  nations, 
some  method  must  be  devised  to  balance  that  cost,  and  the 
greatest  waste  in  the  shipping  business  is  loss  of  time  in  ports, 
due  to  the  administration  of  complex  laws  and  regulations — 
regulations,  within  the  provinces  of  many  different  departments. 
"In  other  words,  the  elimination  of  port  delays  would  be  of 
tremendous  economic  advantage,  for  it  is  recognized  that  suc- 
cessful ship  operation  depends,  to  a  great  degree,  on  keeping 
the  ship  at  sea. 

"A  free  zone  would  permit  the  prompt  unloading  of  a  ship 
within  the  boundaries  of  the  zone  without  any  of  the  long  delays 
that  grow  out  of  the  customs  regulations.  If  any  part  of  the 
cargo  is  intended  for  domestic  consumption,  this  merchandise 
will  be  passed  from  the  zone  through  the  Customs  House  in- 
stead of  holding  the  ship  until  all  the  merchandise  is  checked 
and  customs  paid. 

"It  is  to  be  recognized  that  ships  other  than  those  under 
our  flag  will  have  the  same  advantage  in  our  ports,  but  it  is 
fair  to  assume  that  ships  under  our  own  flag,  through  a  period 
of  time,  will  touch  more  often  at  our  ports  than  ships  under 
other  flags,  and,  to  that  extent,  at  least,  there  would  be  a  factor 
for  improvement  in  the  cost  of  the  operation  of  American 
vessels. 

"Another  great  advantage  in  the  operation  of  our  marine 
would  be  the  fact  that  so-called  'triangular  voyages'  could  be 
made  and  cargoes  moved  to  our  ports,  only  a  part  of  which  would 
be  intended  for  domestic  consumption. 

"The  problem  of  American  ships  has  been  that,  while  we 
have  merchandise  for  export  shipment,  only  too  often  it  is 
necessary  for  the  ships  to  return  in  ballast.  The  British,  a  free 
trade  nation,  on  the  other  hand,  until  recently  have  been  able 
to  fill  their  unoccupied  space  in  their  outward  bound  ships  with 
coal  for  foreign  countries,  and  for  bunkering,  returning  with 
cargoes  of  commodities  from  foreign  countries — cargoes  partly 
for  home  consumption  and  partly  for  transshipment  to  other 
countries — transshipments  made  without  any  regulatory  prac- 
tices that  result  in  serious  delays.  This,  too,  because  of  free 
port  zones,  was  equally  true  in  the  case  of  Germany  before  the 
war. 

"The  establishment  of  free  zones  for  America  has  been  under 
discussion  for  many  years.  Shipping  men,  naturally,  have  been 
strongly  in  favor  of  it.  They  take  the  position  that  the  principal 
advantage  to  the  merchant  ships  is  the  ability  to  bring  in  full 
cargoes,  or  at  least  larger  cargoes  than  present  conditions  allow, 
the  bulk  of  which  will  be  for  transshipment  in  American  bot- 
toms to  other  ports  in  connection  with  shipments  of  domestic 
merchandise. 

"Should  the  Jones  bill  become  law,  our  protection  principle 
will  be  conserved,  because,  otherwise,  the  belief  that  we  should 
engage  in 'foreign  trade  may,  in  the  course  of  time,  result  in  a 
marked  modification  of  our  tariff  laws,  and  this  may  not  be 
necessary  if  we  can  majntain  our  foreign  trade  and  our  mer- 
chant marine  through  the  medium  of  these  free  zones. 

"Originally    (lie    propaganda    for    foreign    trade    zones,    free 
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from  riistoms  duly,  was  hiuiird  in  its  discussion  to  about  three 
ports  on  the  Atlantic  coast  and  one  or  two  on  the  Pacific.  The 
bill  as  presented,  however,  contemplates  the  possibility  of  the 
establishment  of  foreign  trade  zones  in  each  of  the  Important 
ports  of  entry.  This  Is  a  great  stride  in  the  right  direction,  for, 
If  all  of  this  foreign  transshipment  were  .to  be  done  in  the  ports 
of  New  York,  Philadelphia,  and  New  Orleans,  and  in  only  one 
or  two  ports  on  the  Pacific,  the  congestion  of  traffic  to  and  from 
these  ports  would  place  an  additional  burden  on  rail  terminals 
already  overloaded,  and  would  result  in  an  uneconomic  trans- 
portation with  the  back  country  of  merchandise  intended  for 
domes.! ic  consumption. 

"In  other  words,  a  fairly  general  distribution  of  these  free 
zones  .should  be  advantageous  to  the  whole  people  and  not  of 
unfair  profit  to  a  limited  number. 

"Another  thing:  It  Is  only  through  the  adoption  of  a  free 
zone  policy  that  the  protectionist,  the  ship  operator  and  the 
foreign  trader  can  meet  on  common  ground,  and  really  all  that 
the  Jones  bill  is  attempting  to  do  is  to  carry  out  scientifically 
what  we  are  now  doing  most  unscientifically  through  our  bonded 
warehouses." 


U.  S.  MAIL  S.  S.  CONTRACT 

The   Traffic   World    Washington   llnn-an 

Phillipp  Heineken,  president  of  the  North  German  Lloyd,  ac- 
companied by  Carl  Stapelfeldt,  a  director  of  that  line,  called  on 
Chairman  Lasker  of  the  Shipping  Board,  October  3,  at  the  re- 
quest of  the  receivers  of  the  United  States  Mail  Steamship 
Company.  They  came  to  Washington  to  confer  with  the  chair- 
man with  reference  to  the  contract  between  the  North  German 
Lloyd  and  the  United  States  Mail  Steamship  Company. 

Mr.  Lasker,  without  committing  the  board  in  any  way,  it 
was  said,  told  his  visitors  that  the  United  States  lines  were 
using  the  facilities  which  the  Mail  Company  had  in  New  York 
and  Bremen  and  that  Judge  Martin  T.  Manton,  of  the  Federal 
Court  in  New  York,  had  said  that  when  the  passenger  liners 
of  the  United  States  lines  should  be  offered  for  sale  or  charter 
the  court  at  the  same  time  would  ask  for  bids  for  the  North 
German  Lloyd  contract. 

No  indication  was  given  by  Messrs.  Heineken  or  Stapelfeldt 
as  to  the  action  that  the  North  German  Lloyd  would  take  on 
this  arrangement. 


SHIPPING  BOARD  CLAIMS 

The  Traffic   World   Wus/unyton  Bureau 

The  Emergency  Fleet  Corporation  spent  considerable  time 
this  week  in  considering  in  detail  the  question  of  claims  against 
the  U.  S.  Mail  Steamship  Company  for  reconditioning  the  George 
Washington,  America  and  other  vessels  formerly  held  by  that 
line.  The  claims  of  the  merchandise  creditors  were  also  dis- 
cussed at  length. 

Wm.  Marshall  Bullitt,  special  counsel  in  the  Mail  company 
litigation  for  the  fleet,  went  to  New  York  to  confer  with  the 
creditors  of  the  Mail  company.  He  also  went  to  Boston  to  con- 
sult with  the  attorneys  for  the  Atlantic  Corporation,  which  owns 
a  shipyard  at  Portsmouth,  N.  H.,  in  an  effort  to  arrive  at  a 
settlement  of  the  claims  now  pending  against  the  government 
as  well  as  against  the  corporation.  The  claims  against  the  Mail 
company  total  about  $4,000,000. 


I.   M.   M.  AGREEMENTS  DEFENDED 

Further  defense  of  the  agreements  between  it  and  the  Brit- 
ish government  as  not  "inimical"  to  the  best  interests  of  the 
American  merchant  marine  was  made,  in  New  York,  this  week, 
by  the  International  Mercantile  Marine  before  the  members  of 
the  Shipping  Board.  The  board  will  make  a  study  of  the  con- 
tracts and  amendments  thereto  and  come  to  a  decision  as  to 
whether  or  not  the  company's  connections  with  Great  Britain 
may  prove  injurious  to  the  upbuilding  of  an  American  merchant 
marine. 


McKELLAR  ATTACKS  S.  B.  OFFICIAL 

The    Traffic   World    Washington   Bureau 

Charges  made  in  the  Senate,  by  Senator  McKellar  of  Tennes- 
see, that  Vice-President  J.  B.  Smull  of  the  Emergency  Fleet  Cor- 
poration had  advised  one  of  Mr.  McKellar's  constituents  to 
charter  a  British  ship  for  the  transportation  of  a  cargo  from  a 
Texas  port  to  the  United  Kingdom,  were  met  by  a  declaration 
from  Mr.  Smul!  that  he  had  never  made  such  a  statement  and 
that  he  did  not  remember  having  written  a  letter  to  the  senator. 

"Recently  a  constituent  of  mine  wrote  me,"  said  Senator 
McKellar,  when  the  guns  of  Democratic  senators  were  being 
fired  against  the  present  Shipping  Board,  "asking  if  it  would 
be  possible  for  him  to  charter  an  American  Shipping  Board 
vessel  to  take  a  whole  shipload  of  freight  from  some  point  in 
Texas  to  a  point  in  the  United  Kingdom.  I  received  a  letter 
from  Mr.  J.  B.  Smull,  one  of  these  $35,000  a  year  men,  suggest- 
ing that  my  constituent  confer  with  the  British  merchant  marine, 
that  they  could  do  It  more  cheaply,  that  he  could  charter  a  Brit- 


ish steamer  much  cli.;,|,,  i  ihan  an  American  steamer  could  be 
chartered,  and  it  would  be  wine  for  him  to  look  up  the  British 
shipping  Interests. 

"To  my  certain  knowledge  we  have  some  500  or  more  Ship- 
ping Board  ships  tied  up  doing  nothing.  It  Is  a  travesty  upon 
business." 

At  Senator  McKellar's  office  it  was  said  that  the  letter  from 
Mr.  Smull  would  be  published  shortly,  and  that  It  was  substan- 
tially as  outlined  by  the  senator. 


VESSELS  TIED  UP 

The   Traffic   World    lta*h/tt</lt>ii    lliircait 

In  accord  with  Its  policy  of  retrenchment  in  the  operation 
of  its  fleet,  announcement  has  been  made  by  the  Emergency 
Fleet  Corporation,  through  A.  J.  Frey,  vice-president  In  charge 
of  operations  and  the  lald-up  fleet,  that  of  the  1,464  steel  hulls 
under  control  of  the  United  States  Shipping  Board,  956  are  now 
actually  tied  up  and  63  additional  vessels  will  be  laid  up  as  soon 
as  they  reach  port  and  discharge  their  cargoes. 

There  are  at  present  420  steel  ships  In  actual  service  and 
25  undergoing  repairs.  These  are  exclusive  of  the  1,019  that 
have  been  withdrawn  or  are  about  to  be  withdrawn. 

The  ships  that  are  or  are  to  be  tied  up  will  be  located  at 
the  following  mooring  grounds:  Portland,  Me.;  Boston,  New 
London,  Conn.;  New  York,  Hog  Island,  Baltimore,  James  River. 
Savannah,  Charleston,  Mobile,  New  Orleans,  Galveston,  San 
Francisco  and  Seattle. 

As  soon  as  a  survey  now  being  made  of  these  steel  hulls 
is  completed  they  will  be  classified  according  to  type  and  con- 
dition. It  is  expected  that  the  report  will  be  made  public  within 
the  next  two  weeks.  The  task  of  inspecting  each  ship  to  de- 
termine the  exact  status,  extending  as  the  work  does  from  coast 
to  coast  around  the  Gulf,  is  one  of  huge  proportions,  involving 
weeks  of  investigation,  officials  said. 


FLETCHER  CRITICIZES  BOARD 

The   Traffic    World    Washington   Bureau 

Although  an  advocate  of  an  American  merchant  marine,  Sen- 
ator Fletcher  of  Florida  is  displeased  with  the  way  the  present 
Shipping  Board  is  handling  the  government-owned  fleet. 

"We  are  gradually  approaching  the  time  when  the  American 
merchant  marine,  much  heralded  everywhere,  is  becoming  merely 
'painted  ships  upon  a  painted  ocean,' "  he  declared  in  the  Senate. 

"We  gather  from  the  newspapers  that  recently  the  chairman 
of  the  Shipping  Board  has  found  it  necessary  to  engage  a  finan- 
cial expert  at  $30,000  a  year.  So  we  now  have  a  financial  expert 
at  $30,000  a  year  to  advise  an  $84,000  a  year  Shipping  Board  and 
a  $95,000  a  year  board  of  operators,  composed  of  three  members, 
and  a  $100,000  a  year  staff  of  lawyers  how  to  arrange  and  man- 
age their  financial  affairs." 

"One  hundred  thousand  dollars  will  not  begin  to  pay  the 
staff  that  is  employed  by  Mr.  Lasker,"  interjected  Senator  King 
of  Utah. 

Senator  Fletcher  said  he  agreed  but  that  he  had  in  mind  only 
those  lawyers  employed  by  the  board  in  Washington. 

"Some  of  these  sums  are  being  paid  out  to  lawyers  engaged 
to  advise  other  lawyers  what  their  duties  are;  officers  and  ex- 
perts are  engaged  to  advise  other  officers  and  experts  how  to  get 
along  and  manage  their  affairs,  at  enormous  cost  and  expense," 
said  Senator  Fletcher.  "An  enormous  amount  of  money  is  paid 
out  for  this  purpose  and  the  whole  thing  ia  being  made,  I  think, 
largely  a  political  machine.  Then  I  call  attention  to  the  present 
policy  of  the  board  of  taking  off  ships,  for  instance,  where  they 
have  spent  money  to  build  up  and  develop  trade,  and  tying  them 
up  and  fast  making  a  corpse  of  the  American  merchant  marine." 


BIDS  ON    LEVIATHAN 

The  U.  S.  Shipping  Board  Emergency  Fleet  Corporation  will 
ask  for  bids  for  the  reconditioning  of  the  Leviathan  in  the  next 
week  or  so,  according  to  President  Powell.  The  committee  of 
shipbuilders  which  recently  conferred  with  Mr.  Powell  in  regard 
to  reconditioning  the  vessel  have  submitted  a  report  on  the 
specifications  to  be  submitted  to  bidders. 


SHIPPING  BOARD  DIRECTOR  APPOINTED 
The  appointment  of  T.  E.  Murtaugh  as  director  of  informa- 
tion and  intelligence  of  the  Shipping  Board  and  the  Emergency 
Fleet  Corporation  was  announced  this  week.  Mr.  Murtaugh 
came  to  the  board  from  the  New  York  Tribune,  where  he  held 
the  position  of  shipping  editor. 


ADMIRAL  LINE  NOTES 

With  the  return  to  Seattle  of  A.  F.  Haines,  vice-president 
and  general  manager,  from  Washington,  where  he  procured  the 
allocation  of  two  new  21,000-ton  passenger  liners  and  chartered 
two  Shipping  Board  freighters,  the  Admiral  Line  is  rushing 
preparations  to  effect  the  service  extensions  made  possible  by 
these  additions  to  its  fleet.  One  of  the  first  steps  will  be  the 
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inauguration  of  a  bimonthly  schedule  of  sailings  between  Seattle 
and  Oriental  ports,  and  it  is  understood  that  plans  also  are 
being  laid  to  establish  service  between  Puget  Sound  and  Vladi- 
vostock  as  soon  as  conditions  in  Russia  and  Siberia  warrant. 

Eight  lumber  cargoes,  aggregating  20,000,000  feet,  will  pro- 
ceed to  the  Orient  in  Shipping  Board  bottoms  in  October  and 
November.  All  the  cargoes,  including  two  others  dispatched  at 
the  end  of  September,  were  taken  at  the  old  base  rate  of  $12.50 
a  thousand  linear  feet,  having  been  booked  prior  to  the  suspen- 
sion order  issued  by  the  board  last  August.  But  after  November 
30  lumber  will  be  carried  by  government-owned  ships  only  at  a 
rate  not  less  than  $17.50,  according  to  a  supplementary  notice. 
On  the  latter  date  also  the  Shipping  Board  plan  of  concentrating 
its  service  between  Puget  Sound  and  the  Orient  under  the  Ad- 
miral Line  flag  will  go  into  effect. 

The  Hanley,  one  of  the  two  Shipping  Board  freighters  char- 
tered by  the  Admiral  Line  under  the  bare  boat  charter  plan,  is 
expected  to  arrive  October  10  to  take  on  the  first  cargo  of  bulk 
wheat  ever  loaded  here  for  Great  Britain  and  Europe.  The  other 
chartered  ship,  the  Abercos,  formerly  operated  by  the  Admiral 
Line  as  an  allocated  vessel,  was  to  load  a  similar  cargo  at  Port- 
land, and  was  due  to  sail  for  the  United  Kingdom  October  7. 
The  two  ships  are  the  first  government-owned  vessels  to  be 
turned  over  to  a  private  operator  for  off-shore  service  under  the 
widely  discussed  bare  boat  charter  provision  recently  promul- 
gated by  Chairman  Lasker  of  the  Shipping  Board. 


TONNAGE  PRICE  REDUCTIONS 

The  Traffic   World   Washington  Bureau 

The  Shipping  Board,  under  a  joint  resolution  (S.  J.  Res.  121), 
introduced  by  Senator  Curtis,  would  be  authorized  to  modify  ton- 
nage prices  in  contracts  between  the  board  and  purchasers  of 
ships  from  the  board  at  the  high  level  that  prevailed  immediately 
following  the  termination  of  the  world  war. 

Elmer  Schlesinger,  chief  counsel  of  the  board,  has  held  that, 
without  authority  from  Congress,  he  doubted  whether  the  board 
could  reduce  the  tonnage  prices  of  vessels  which  were  disposed 
of  at  the  high  prices. 

Representatives  of  the  bondholders'  committee  of  the  Green 
Star  Steamship  Corporation  recently  asked  the  board  to  revise 
the  prices  at  which  the  company  bought  nine  vessels  from  the 
board  and  also  asked  financial  aid  from  the  board.  Both  re- 
quests have  been  denied  by  the  board,  Mr.  Schlesinger  an- 
nounced. 


TIDEWATER  COAL  EXCHANGE 

The  Tidewater  Coal  Exchange,  a  Delaware  corporation  which 
pooled  bituminous  coal  at  tidewater  ports  in  car  congestion  days, 
is  to  be  dissolved  because  there  is  little  or  no  field  for  it  to 
occupy.  The  Pennsylvania,  Central  of  New  Jersey,  and  Balti- 
more &  Ohio  have  filed  tariffs,  effective  November  1,  canceling 
their  allowances  to  that  company  for  its  services  in  handling 
the  paper  work  incident  to  the  flow  of  coal  through  the  Atlantic 
ports.  In  the  tariffs  to  be  canceled  they  held  themselves  out 
to  pay  their  proportionate  shares  of  the  exchange  expenses  not 
exceeding  a  maximum  of  $8,000  a  month,  to  be  shared  by  the 
railroads  served  by  the  exchange. 

Receivers  have  been  appointed  by  Chancellor  Josiah  O.  Wol- 
cott  at  Wilmington,  Del.,  to  wind  up  uie  affairs  of  tne  corpora- 
tion. The  idea  is  to  close  out  its  affairs  in  a  month.  The  ex- 
change was  created  during  the  war  with  a  view  to  coordinating 
the  efforts  of  the  different  railroads  and  operators  to  supply 
domestic  and  foreign  markets  with  their  needed  fuel.  Director- 
General  McAdoo  fostered  the  idea  of  an  exchange  and  practically 
forced  every  operator  desiring  to  ship  coal  through  the  Atlantic 
ports  to  pool  his  coal  with  that  of  competitors,  so  there  would 
be  no  delay  in  loading  the  ships  assigned  to  carry  coal  to  New 
England  and  to  foreign  countries.  The  exchange  nearly  died 
soon  after  the  war,  but  the  miners'  strike  at  the  end  of  1919, 
and  the  car  congestion  in  the  early  part  of  1920,  caused  it  to 
be  revived  and  continued  in  business. 

There  was  always  more  or  less  dissatisfaction  with  that 
method  of  handling  coal  on  the  part  of  both  railroads  and 
operators.  Recently  the  railroads  came  to  tne  conclusion  that 
it  was  not  necessary  for  them  to  spend  the  money  they  were 
giving  the  exchange,  for  services  rendered  by  it,  because  their 
own  organizations  could  do  the  work.  They  decided  to  quit 
making  allowances  to  it  and  their  determination  paused  the 
move  to  wind  up  its  affairs. 


ANCHOR   LINE  STEAMER   LAUNCHED 
The  Anchor  Liner  Tuscania,  a  sister  ship,  identical  in  size 
and  detail  to  the  Cameronia,  was  launched,  October  5,  at  Clyde, 
Scotland. 


FEDERAL  VALLEY   NOTES 

The  Federal  Valley  Railroad  Company  of  Columbus,  Ohio, 
has  applied  to  the  Commission  for  authority  to  issue  $30,560.60 
in  7  per  cent  notes  to  be  dated  October  1,  1921,  and  to  mature 
on  or  before  18  months  after  date.  The  proceeds  from  the  notes 
will  be  used  to  meet  current  indebtedness  and  indebtedness  in- 
curred in  making  repairs  of  property  damaged  by  recent  floods. 


MANUFACTURERS  CONSIDER  RAIL 
PROBLEMS 

Consideration  of  the  tariff  and  taxation  gave  way  to  the 
disclussion  of  problems  of  transportation  on  the  second  day  of 
the  National  Conference  of  State  Manufacturers'  Associations,  in 
Chicago,  September  30.  Several  speeches  were  made  on  this 
subject,  culminating  in  the  passage  of  a  resolution  recommend- 
ing the  repeal  of  the  Adamson  law  and  the  modification  of  the 
transportation  act  so  as  to  do  away  with  government  supervision 
over  wages  and  working  rules  of  railroad  employes — this  as  a 
means  of  reducing  freight  rates.  Among  the  principal  propo- 
nents of  this  resolution  were  A.  C.  Davis,  of  the  Gurney  Ball- 
bearing Company,  Jamestown,  N.  Y.;  Clarence  E.  Bement,  of 
the  Novo  Engine  Company,  Lansing,  Mich.;  W.  L.  Allen,  Laclede 
Steel  Company,  St.  Louis,  Mo.;  and  S.  O.  Dunn,  editor,  Railway- 
Age.  Mr.  Davis,  however,  opposed  that  clause  of  the  resolution 
calling  for  the  abolition  of  the  Labor  Board,  it  being  his  position 
that  that  body  could,  with  certain  reforms,  still  be  of  use. 

In  a  speech  which  often  had  the  audience  on  its  feet  and 
cheering,  Mr.  Davis  charged  the  railway  labor  unions-  with  en- 
deavoring to  obtain  control  of  the  railroads  and  urged  the  rail- 
roads to  "call  the  strike  bluff"  of  the  labor  leaders  at  once. 
He  said  the  reformation  of  these  organizations  from  within  was 
more  important  at  the  present  time,  both  from  a  railroad  and 
a  shipping  point  of  view,  than  a  reduction  in  rates.  He  said 
in  part: 

We  cannot  approach  the  question  of  cheaper  railway  rates 
until  we  solve  some  of  the  prpbfeTYls  of  costs  and  methods  of  oper-- 
atlon' ot  ine  roaqs.  A  reduction  of  railway  rates  is  not  nearly  so 
important  to  the  business  interests  of  this  country  as  the  estab- 
lishment of  sound  basic  principles  in  the  operation  of  the  rail- 
ways. If  these  be  established  with  substantial  justice  to  all  con- 
cerned, then  reduction  in  rates  will  follow  as  a  logical  sequence. 

We  must  approach  this  question  with  the  open  mind  of  a 
seeker  after  truth,  with  courage  enough  to  declare  the  facts,  with 
wisdom  enough  to  discern  the  real  intentions  of  the  labor  leaders 
without  awaiting  a  national  crisis  to  bring  on  another  "overt  act" 
such  as  brought  on  the  Adamson  Law  of  1916,  and  with  resolution 
enough  to  insist  upon  the  firm  establishment  of  such  principles  in 
law  as  will  leave  no  doubt  as  to  their  intention  or  meaning. 

Since  the  stock  and  bond  flotations  of  Fisk  and  Gould  in  the 
financial  wreck  of  the  Erie  Railroad  Company,  financiers  have 
not  been  in  good  repute.  Also  the  acquiescence  of  the  railways 
in  granting-  secret  rebates  to  enable  certain  favored  shippers  to 
stifle  competition  had  aroused  a  just  public  resentment. 

The  labor  leaders  were  quick  to  perceive  the  trend  of  pub- 
lic opinion  and  the  sentiment  of  legislators  found  eager  listeners 
among  the  younger  element  of  railway  employes  and  from  an 
organization  originally  intended  for  mutual  benefit  insurance  and 
for  fraternal  assistance  in  sickness  and  accident,  the  railway 
brotherhoods  became  dominated  by  grievance  committees,  with 
semi-annual  lists  of  grievances,  so-called,  requests  for  relief  from 
certain  duties  or  the  granting  of  improved  conditions  of  work- 
men. This  was  followed  by  appearance  in  behalf  of  suspended 
or  discharged  members  by  certain  representatives  of  the  brother- 
hood. 

It  should  be  noted  that  -wage  increases  forced  by  the  labor 
unions  resulted  in  greatly  unbalancing  the  wages  paid  to  the  rail- 
way employes.  Staff  officers  and  yardmasters  in  charge  of  the 
trainmen  were  often  paid  salaries  less  than  the  average  earnings 
of  the  trainmen.  This  produced  a  situation  where  a  man  taken 
out  of  the  ranks  and  promoted  to  a  foremanship  really  did  so  at 
a  financial  loss  and  the  company  officials  were  powerless  to  rem- 
edy the  situation  for  the  reason  that  the  successive  brotherhood 
demands  encroached  upon  their  net  earnings  to  such  a  great 
extent  that  there  was  not  enough  to  go  around  for  general  in- 
creases in  an  equitable  manner  to  all  departments. 

In  the  face  of  these  rapidly  increasing  expenses  and  unbal- 
anced conditions,  the  managers  were  confronted  by  the  dilatory 
policy  of  the  Interstate  Commerce  Commission,  who,  with  an  ear 
to  the  ground  for  public  opinion,  heard  rate  case  after  rate  case 
and  granted  appeals  for  delay  and  stays  in  execution  of  advanced 
rates,  upon  the  representation  of  every  group  of  interested  ship- 
pers, each  one  of  whom  was  forced  to  acknowledge  the  justice  of 
the  railways'  claim  for  increased  rates,  yet  insisted  that  the  rates 
be  advanced  on  every  other  commodity  than  his  own.  The  lum- 
ber interests  were  willing  to  have  rates  increased  on  everything 
but  lumber,  the  farmers  on  everything  but  grain,  the  packers  on 
everything  but  meat  and  cattle,  the  iron  and  coal  men  on  every- 
thing but  fuel  and  ore  and  steel. 

Into  this  remarkable  state  of  inaction  and  slow  strangula- 
tion we  allowed  our  main  arteries  of  transportation  to  drift,  even 
after  two  years  of  the  World  War  were  upon  us. 
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Not  content  with  the  fact  that  they  were  already  better  paid 
than  any  class  of  railway  workers  and  in  some  cases  better  than 
the  staff  officers  themselves,  the  brotherhoods  had  effected  a  sub- 
stantial alliance  with  the  American  Federation  of  Labor,  seized 
upon  the  threatened  war  with  Germany  and  the  critical  interna- 
tional situation  of  1916  as  their  opportunity  to  force  further  wage 
advances.  They  were  adroit  enough  in  their  leadership  not  to 
bring  this  up  as  a  direct  wage  increase,  since  wag-e  increases  had 
only  recently  been  made.  Under  the  guise  of  establishing  a  basic 
eigh-hour  day  in  the  railway  service  they  forced  the  Adamson 
Hill  through  an  abject  Congress  at  the  behest  of  a  political  leader, 
anxious  to  secure  organized  labor's  pledge  of  support  in  the  presi- 
dential campaign. 

This  act  not  only  saddled  upon  the  railways  the  onerous 
load  of  increased  wages  with  no  relief  in  rates,  but  it  effectively 
destroyed  the  authority  and  discipline  of  the  railway  managers 
over  their  organizations  and  is  directly  responsible  for  the  de- 
moralization that  followed. 

It  becomes  evident  what  was  the  real  power  behind  this 
move  when  we  see  these  very  A.  F.  of  L.  leaders  immediately 
placed  in  the  seat  of  the  administration's  national  adjustment 
boards  clothed  with  the  full  authority  of  the  government  over  all 
transportation  systems  of  the  country  in  regard  to  appeal  from 
discipline,  wage  classifications,  and  rules  of  working.  Their 
absurd  decisions  'stand  as  a  record  of  how  not  to  do  the  Job. 

Having  at  last  forced  federal  control  and  having  their  hands 
in  the  naWonal  treasury,  the  A.  F.  of  L.  and  the  brotherhoods  pro- 
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i>il  in  li.-in  IHI.-.III-  <;. -iii-iiii  UcAdoo  issue  iln>  no-called  na- 
tional aRreements.  September,  1919,  In  which  our  representative, 
i  lif  Director-General,  hud  no  hand  at  all,  except  tho  hand  whtcn 
In-Ill  I  lie  pen  to  sign  on  the  dotted  llnr. 

Tin -\   never  were  agreements  at  all:  they  were  American  Ked- 

-  mn   nf   Labor   ultimatums — the   price   they   demanded    In   times 

•nir  nation's  emergency  for  continuing-  their  plain  duty  or  tie 
up  In  a  strike. 

A  further  wage  increase  was  made  In  1919  which  brought  the 
total  to  a  100  per  cent  Increase  over  U'lil.  And  as  a  parting  gift  from 
tin-  in  w  Director-General  In  July,  1920,  a  still  further  Increase  retro- 
active to  May  1  was  allowed  by  the  Railway  Labor  Board,  just  fol- 
lowing the  so-cailed  "Outlaw  Strike,"  which  lln.illy  brought  the 
figures  to  150  per  cent  increase  over  1916. 

This  strike  might  be  more  properly  called  the  "educational" 
strike,  since  its  evident  aim  was  to  educate  the  new  Railway  Labor 
1  'i>:i  nl. 

It  is  ii  tempting  bait  to  the  workers — this  getting  a  wage  increase 
.-it  I  In-  public  expense  by  threat  of  strike.  The  labor  leaders  know 
that  if  ihc>  are  to  hold  their  Jobs  they  must  continue  to  get  results 
These  jubs  are  getting  Into  the  desirable  class  of  recent  years,  due 
in  I  In-  successful  expedition  into  the  public  treasury.  It  is  well 
known  that  their  leaders  receive  as  much  as  $25,000  per  year.  A 

iit  press  notice  stated  that  one  of  the  leaders  was  actually  voted 
a  salary  of  $100,000  per  year,  which  sounds  like  a  good  salary,  though 
a!'t.-r  all  only  a  fractional  per  cent  of  the  wage  increases  obtained 
In-  their  strike  threat  methods. 

Tlie  total  wage  hill  of  the  railways  in  1916  was  $1.468,000,000 — in 
1920  it  was  $3,698,000,000,  an  increase  in  four  years  of  about  $2,230.- 
000,000,  and  we  must  acknowledge  that  $100,000  would  be  small  com- 
mission to  pay  for  such  results!  It  is  less  than  two-hundredths  of 
one  per  cent. 

Those  who  know  the  operating  employes  of  the  railways  will  not 
believe  that  the  right-thinking  workmen  desire  this  system  to  con- 
tinue— they  have  evidently  been  led  along  by  the  circumstances  of 
the  past  and  by  default  have  permitted  the  radical  members  of  their 
organization  to  assume  leadership. 

It  is  time  for  the  conservative,  sound-thinking  and  patriotic  mem- 
bers of  the  unions  to  arouse  themselves  to  the  truth  of  the  present 
situation  and  to  purge  their  organization  from  within.  There  Is  no 
reason  why  the  ordinary  economic  laws  applicable  to  industry  should 
not  apply  with  equal  force  to  the  union  working  men  as  well.  These 
two  are  inseparable  in  their  progress,  they  rise  or  fall  together. 

The  railway  systems  of  this  country  are  a  prize  worth  fighting 
for.  Most  of  us  thought  that  the  transportation  act  settled  the 
question,  but  the  unions  failing  in  their  plan  to  force  directly  gov- 
ernment ownership  with  all  of  its  attending  dangers,  extravagance 
and  inefficiency,  are  now  striving  to  keep  saddled  upon  the  railways 
the  union-made  agreements  in  regard  to  wages  and  working  rules 
forced  upon  the  Director-General  during  the  war. 

If  they  can  perpetuate  those  rules,  and  thus  indirectly  attain 
their  end,  then  they  believe  they  can  force  all  railway  employes  to 
deal  with  the  managers  through  the  committees  dominated  by  the 
union,  and  this  being  accomplished,  why  should  the  union  leaders 
trouble  about  who  owns  the  railways,  so  long  as  they  can  make  the 
working  rules  and  wage  schedules  to  suit  themselves?  That  is  all 
they  ever  wanted  government  ownership  for. 

This  is  the  crux  of  the  question  brought  up  by  the  Pennsylvania 
Railroad's  working  agreement  negotiated  with  its  own  employes  under 
section  301  of  the  Transportation  act.  The  railway  managers  de- 
mand the  right  to  deal  directly  with  their  own  men  regardless  of 
membership  or  non-membership  in  any  union.  They  insist  that  the 
men  who  do  not  desire  to  pay  tribute  in  union  dues  be  permitted 
to  have  a  voice  in  the  working  agreements  with  their  own  employers 
as  the  Transportation  act  contemplates  they  should  do. 

That  is  the  basic  condition  of  the  right  of  freedom  to  work  as 
suits  the  individual.  It  is  the  very  foundation  both  of  personal  lib- 
erty and  of  our  free  institutions. 

The  railway  managers  have  taken  the  firm  stand  that  Congress 
did  not  delegate  authority  or  jurisdiction  to  the  Labor  Board  in 
cases  of  this  kind  in  which  a  mutual  satisfactory  agreement  has 
been  reached  between  employer  and  employes  and  where  no  dispute 
has  arisen  and  there  is  no  threatened  disruption  of  traffic. 

Perhaps  we  are  being  treated  to  an  "educational"  strike  ballot 
again.  We  expect  it  to  be  the  usual  98  per  cent  announced  through 
the  press  in  favor  of  a  strike. 

It  is  time  for  our  public  representatives  to  call  this  "strike  bluff" 
and  have  a  showdown. 

There  are  some  things  worse  than  a  strike.  One  of  them  is  a 
continuation  of  compromising  with  wrong  when  we  know  what 
principles  are  right — when  we  acquiesce  for  expediency's  sake  in 
continuing  an  unjust  system.  The  public  sees  these  matters  in 
their  true  light  now  and  will  not  fail  to  support  the  sound  position 
of  the  managers.  We  recognize  that  the  managers  are  fighting  for 
the  very  best  interests  of  the  public. 

We  are  not  among  those  who  would  criticize  the  Labor  Board 
or  the  provisions  of  the  Transportation  act  until  it  has  been  fairly 
tried  out.  but  we  cannot  believe  that  Congress  in  the  Transportation 
act  intended  that  the  Labor  Board  should  assume  the  functions  of 
railway  managers.  The  transportation  companies  and  their  em- 
ployes must  be  subject  to  federal  supervision,  but  there  should 
be  closer  co-ordination  between  the  Labor  Board  and  the  Inter- 
state Commerce  Commission. 

A  plan  of  working  rules  and  wage  rates  must  necessarily  vary 
to  meet  local  conditions  and  must  be  readjusted  from  time  to  time 
to  meet  the  change  of  economic  conditions.  If  the  Labor  Board 
will  adopt  the  rule  po  fundamental  in  the  government  of  our 
states — "The  maxim  of  power  to  local  authority,  the  minimum  of 
federal  supervision" — then  we  have  some  chance  of  making  the 
transportation  act  a  working  success. 

In  conclusion,  we  can  doubtless  agree  on  some  important  prin- 
ciples: 

1st — That  the  ordinary  economic  laws  which  govern  all  busi- 
ness should  apply  without  artificial  restraint  of  law  to  the  con- 
duct of  the  railway's  business. 

2nd — That  the  operation  of  the  railways  should  be  In  the 
hands  of  the  trained  body  of  responsible  managers  to  whom  shall 
be  delegated  sufficient  authority  to  maintain  discipline  and  effi- 
ciency of  operation. 

3rd — That  direct  working  and  wage  agreements  be  estab- 
lished between  the  railway  managers  and  their  own  employes, 
free  from  outside  dictation. 

4th — That  we  will  never  tolerate  the  seizure  of  our  transpor- 
tation systems  for  the  benefit  of  any  group  of  men,  be  they  ship- 
pers, financiers  or  employes. 

If  these  principles  be  firmly  established,  we  will  again  see 
the  managers  and  engineers  and  employes  In  all  departments  co- 
operate in  working  out  intelligently  the  transportation  problems 
of  this  country  and  not  until  this  is  done  can  we  hope  to  make 
much  progress  in  the  reduction  of  railway  rates. 

The  American  railways  are  a  living  monument  of  the  llfe- 
\vnrk  of  thousands  upon  thousands  of  the  diligent  workers,  the 


ablest  engineers  and  tin  ino.ii  progressive  bu»nu  ».t  men  of  their 
day.  Our  duty  la  to  handle  this  heritage  In  our  time  ai  Just  stew- 
ards for  the  best  public  Interests  and  a*  trustee*  for  the  genera- 
tion that  follows  us. 

R.  M.  Barton  Speaks 

R.  M.  Darton,  In  a  defense  of  the  Labor  Board,  of  which 
he  is  a  public  member  and  the  chairman,  explained  the  difficul- 
ties with  which  the  board  was  beset  from  the  time  of  its  crea- 
tion In  the  settling  of  the  important  problems  of  wages  and  the 
so-called  national  agreements.  He  said  that  the  board  had  been 
called  on  to  decide  over  2,000  disputes,  of  which  disposal  had 
been  made  of  641.  Concerning  the  charge  that  the  railroad  and 
labor  members  of  the  board  invariably  vote  favorably  to  their 
interests  which  they  represent,  he  had  this  to  say: 

The  charge  has  been  made  that  the  labor  group  votes  one 
way  and  the  executive  group  votes  the  other,  and  then  it  is  up 
to  the  public  group  to  determine  the  various  questions,  and  then 
there  have  been  various  criticisms  of  the  public  group.  That  Is 
not  true.  Of  course,  in  the  main,  on  account  of  their  selection  and 
on  account  of  their  feeling  of  loyalty  to  the  interests  that  have 
nominated  them  there  is  some  tendency  in  that  direction.  Human 
nature  is  the  same  whether  it  is  a  railroad  manager  or  a  work- 
man or  a  banker;  human  nature  Is  the  same  everywhere,  and  that 
feeling  of  loyalty  is  to  be  commended.  But,  as  a  matter  of  fact, 
I  think  it  is  proper  for  me  to  say  that  that  criticism  is  not  true. 
Sometimes  one  of  the  labor  group  will  vote  with  one  of  the  ex- 
ecutive group;  sometimes  two  of  them,  ahd  one  the  other  way. 
There  have  been  hundreds  of  cases  decided  against  the  employes 
on  the  vote  of  two  members  of  the  labor  group,  and  hundreds  of 
cases  decided  against  the  carriers  by  the  vote  of  two  members 
of  the  railroad  group.  They  are  trying  to  carry  out  the  law. 

The  railroad  employes  of  this  country  are  organized  and  they 
are  going  to  fight  for  their  rights.  The  railroad  systems  of  the 
United  States  affect  everybody  and  anything  that  interferes  with 
them  is  going  to  interfere  with  everybody.  The  trouble  is  that 
the  men  who  are  worst  hurt  are  the  innocent  bystanders.  A  gen- 
eral strike  in  this  country  would  be  a  loss  of  two  billion  dollars 
a  month  to  this  country.  What  remedy  are  you  going  to  have? 
It  seems  to  me  that  Congress  recognized  those  conditions.  I  do 
not  say  that  the  board  is  at  present  wisely  constituted  or  best  con- 
stituted, but  I  do  ask:  Abolish  it  and  what  other  thing  are  you 
going  to  do?  It  was  not  my  intention  to  present  an  opinion,  but 
without  regard  to  the  personal  makeup,  and  whether  It  can  be 
done  or  not,  it  looks  to  me  like  that  remedy  that  Congress  has 
provided  in  the  end  is  inevitable.  Now  you  gentlemen  can  busy 
your  minds  and  see  how  the  present  act  can  be  improved,  but  If 
you  abolish  the  board  you  go  back  to  Industrial  warfare,  and  if 
we  have  a  general  strike  in  this  country  it  will  do  greater  dam- 
age than  a  foreign  war.  I  think  that  the  experience  of  this 
board  and  its  actions  may  result  in  some  amendments,  but  I  be- 
lieve that  the  purpose  of  Congress  was  in  the  right  direction,  and 
I  am  unable  to  see  what  other  line  can  be  taken. 

Reduction   in    Freight    Rates 

Mr.  Bement,  who,  as  chairman  of  the  transportation  com- 
mittee, introduced  the  resolution  referred  to,  expressed  himself 
as  being  in  favor  of  a  general  percentage  reduction  in  freight 
rates.  He  said: 

The  thing  to  be  borne  in  mind  is  that  practically  all  of  the 
recent  advances  in  freight  rates  have  been  percentage  advances, 
while  all  the  concessions  now  being  made  by  the  railroad  com- 
panies are  specific  and  not  general,  and  are  only  such  as  the  rail- 
roads choose  to  pick  of  the  immense  lists.  Even  if  they  continue 
to  make  reductions,  an  immense  number  of  commodities  are  going 
to  be  left  at  the  high  rate  of  freight.  If  the  rates  went  up  by 
percentages,  why  shouldn't  they  come  down  in  the  same  way? 

We  believe  that  the  remedy  for  excessive  government  control 
of  both  general  policies  and  labor  policies  is  the  solidifying  of 
public  sentiment  in  favor  of  the  railroads  by  means  of  reduc- 
tions, which  in  their  wider  extent  will  affect  every  class  of  citi- 
zens and  show  to  the  railroad  employes  themselves  that  the  rail- 
roads' demand  for  a  reduction  in  wages  and  a.  modification  of  the 
onerous  rules,  which  add  to  cost  and  reduce  efficiency,  are  In  the 
interest  of  the  people  at  large  and  not  a  wholly  selfish  policy. 

The  vote  on  the  resolution  was  a  surprise  to  many,  because, 
although  manufacturers  from  nearly  every  state  in  the  Union 
were  present,  the  only  protest  made  was  from  Mr.  Davis.  The 
resolution  as  adopted  read  as  follows: 

Resolved,  That  it  is  the  sense  of  this  meeting  that  the  In- 
dustrial, commercial  and  agricultural  interests  of  this  country 
require  a  decided  reduction  in  freight  rates  as  a  necessary  step 
towards  the  revival  of  business,  and  we  also  recognize  that  It  is 
necessary  in  order  to  bring  about  these  reductions  in  freight  rates 
that  the  railroads  be  relieved  of  the  necessity  of  paying  a  higher 
wage  rate  than  prevails  generally  In  the  communities  through 
which  they  pass  and  are  paid  by  private  corporations  doing  sim- 
ilar work.  We  also  go  on  record  as  favoring  the  repeal  of  the 
Adamson  law  and  the  modification  of  the  Transportation  Act  of 
1920,  to  do  away  with  the  United  States  Railroad  Labor  Board 
and  the  power  of  the  government  to  fix  wages  and  labor  condi- 
tions such  as  the  so-called  national  agreements  in  connection  with 
the  railroads  of  the  United  States. 


HOOVER  ADDRESSES  ELECTRIC  ROADS 

"One  of  the  outstanding  results  of  the  present  unemploy- 
ment conferences  has  been  to  impress  on  everyone  the_nnlimit£d. 

'  of_uur  various  indus.tr  us,"  said  Herbert  Hoover. 


_  .         ,  . 

Secretary  or  Commerce,  in  an  address  read  for  him  by  F.  M. 
Feiker,  assistant  to  Mr.  Hoover,  before  the  American  Electric 
Railway  Association,  at  Atlantic  City,  October  6.  "Not  that  the 
general  fact  was  unknown  or  unexpected,  but  the  conference  has 
brought  the  fact  forward  with  startling  distinctness.  The  ad- 
dress continued: 

Your  industry  is  no  exception  to  this,  hut  on  the  contrary  is 
probably  one  of  the  most  conspicuous  examples.  It  would  appear 
that  the  only  thing  which  kept  you  going,  as  an  Industry,  during  some 
of  the  past  years  has  been  the  very  necessity  of  your  service  In 
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order  that  the  rest  of  the  community  could  progress  and  function  in- 
dustrially and  socially. 

When  1  speak  of  "your  industry"  I  mean  and  visualize  the  urban 
and  interurban  transportation  business.  For  1  assume  at  the  outset 
that,  except  for  the  natural  desire  to  protect  your  reasonable  invest- 
ment in  railways  as  such,  you  recognize  your  responsibility  to  furnish 
to  a  community  the  transportation  which  is  necessary  for  its  develop- 
ment and  success  irrespective  of  what  physical  agency  you  may  deem 
best  to  utilize  for  the  purpose. 

B-ut,  even  with  the  necessity  of  your  service  recognized,  you  are, 
I  understand,  in  a  critical  condition  though  in  a  way  which  differs 
from  the  condition  of  other  industries  in  many  respects. 

The  condition  of  your  industry  is  indeed  critical  in  many  respects. 
The  whole  condition  has  arisen,  at  least  in  part,  it  seems  to  me,  from 
a  lack  of  appreciation  both  on  the  part  of  the  general  public  and 
your  own  part,  of  the  basic  interdependence  of  your  industry  and  the 
rest  of  the  industries  of  the  community  and  country. 

Some  of  the  data  which  bear  upon  this  are  astonishing  and  conclu- 
sive of  the  point.  You  represent  a  fixed  investment  said  to  be  about 
$6,000,000,000.  upon  which  a  great  deal  of  industrial  and  other  busi- 
ness credit  is  based.  You  employ  some  300,000  men  in  normal  times. 
You  burn  annually  over  16,000,000  tons  of  coal.  You  have  a  gross 
income,  estimated  for  1920,  of  some  $055,000,000  of  which  approximately 
6  per  cent,  or  nearly  $60,000,000  is  repaid  to  the  communities  in  taxes, 
not  to  mention  the  paving  maintenance  which  most  of  you  carry.  You 
pay  out  over  $300,000,000  in  wages,  which  is  used  principally  for  pur- 
chasing commodities  and  the  products  of  other  industries.  You  buy 
directly  supply  material  which  costs  another  $300,000,000.  You  buy, 
in  normal  times,  another  $200,000,000  worth  for  extensions,  replace- 
ments, etc.  You  transport,  each  year,  from  12,000,000,000  to  15,000,000,- 
000  passengers — twelve  times  as  many  as  the  steam  railroads. 

The  vei-y  marshalling  of  this  data  indicates  the  close  relation  your 
industry  has  to  other  industries  and  its  importance  to  the  nation. 
There  is  another  element  to  your  service  too  which  must  not  be  over- 
looked, and  that  is  the  housing  situation — the  adequate  planning  of 
community  life.  As  you  who  have  developed  the  industry  realize, 
the  only  factor  which  makes  possible  a  healthy  expansion  of  housing 
facilities  beyond  the  confines  of  congested  city  districts  is  that,  ade- 
quate transportation  be  available. 

I  mention  all  these  facts,  most  of  them  of  every  day  knowledge. 
to  you  for  the  purpose  of  emphasizing  the  close  interdependence  of 
your  industry  and  the  industrial  life  of  the  community.  The  public, 
on  its  part,  not  only  must  recognize  your  service  in  relation  to  other 
industries  and  businesses,  but  must  recognize  you  as  an  industry  and 
a  business  subject  to  the  impact  of  economic  laws  that  dominate  the 
other  industries  and  businesses. 

To  be  sure,  the  classification  of  your  business  as  a  public  utility 
has  entailed  regulation  of  rates  designed  to  take  the  place  of  com- 
petition which  is  in  the  main  absent,  and  intelligent  regulation  realizes 
the  necessity  of  proper  return  on  actual  capital  invested  if  these 
services  are  to  be  extended  and  maintained.  There  can  be  no  ques- 
tion that  in  the  face  of  rising  prices,  wages,  with  at  the  same  time 
a  regulated  income,  both  industry  and  service  have  suffered  greatly 
durmg  the  past  six  years;  falling  prices  and  wages  will  inherently 
improve  this  situation.  Beyond  this,  however,  there  is  needed  a  bet- 
ter understanding  of  the  inter-relation  of  these  factors  with  each 
other  and  of  your  importance  to  the  community  and  to  industry  and 
employment  as  a  whole,  if  we  are  to  recover  economic  stability,  and 
if  these  services  are  to  develop.  I  know  of  only  one  way  to  a  full 
understanding  of  these  matters — ceaseless  public  education  on  the 
elemental  facts. 


UNEMPLOYMENT  CONFERENCE 

The   Traffic   World   Washington  Bureau 

The  unemployment  conference  September  30  adopted 
emergency  recommendations  to  relieve  unemployment  and  ad- 
journed until  October  10.  The  report  of  the  transportation  com- 
mittee was  not  incorporated  in  the  list  of  recommendations 
adopted,  but  will  be  considered  in  connection  with  the  permanent 
recommendations.  The  only  reference  to  the  transportation  situa- 
tion in  the  recommendations  adopted  was  that  local  committees, 
in  seeking  to  promote  building,  should,  among  other  things, 
"organize  community  action  in  securing  adjustments  in  cost,  in- 
cluding removal  of  freight  discriminations." 

The  transportation  committee's  report  was  submitted  to  the 
steering  committee  of  the  conference  and  a  brief  digest  was 
incorporated  in  the  recommendations  which  were  to  be  offered 
for  adoption  by  the  conference.  It  developed,  however,  that  there 
was  some  dissent  in  the  transportation  committee  as  to  the 
recommendations  relative  to  passage  of  the  railroad  bill  and  the 
steering  committee  eliminated  its  digest  of  the  report  entirely, 
deciding  it  would  be  better  to  have  the  report  considered  as 
a  part  of  the  permanent  work  of  the  conference  rather  than 
have  a  dispute  develop.  The  steering  committee  desired  to 
recommend  to  the  conference  a  program  for  emergency  relief 
that  would  be  unanimously  accepted. 


AUGUST  RAILWAY  REVENUE 

The  Traffic  World   Washington  Bureau 

With  reports  all  in  from  class  1  roads,  with  the  exception  of 
the  Duluth,  South  Shore  &  Atlantic,  and  the  Duluth,  Winnipeg  & 
Pacific,  compilations  made  by  the  Bureau  of  Railway  Economics, 
showed  that  the  class  1  roads  had  a  net  railway  operating  in- 
come of  $90,221,000  in  August  as  compared  with  a  deficit  of 
$158,518,000  in  August,  1920. 

The  net  of  $90,221,000  was  the  largest  for  any  month  since 
August  26,  1920,  when  the  freight  and  passenger  rates  were 
increased  under  Ex  Parte  74.  The  class  1  roads  should  have 
earned  a  net  of  $108,000,000  in  August  to  make  6  per  cent,  on 
an  annual  basis,  on  the  _  valuation  of  $18,900,000,000,  adjuster! 
for  class  1  roads. 

In  the  first  year  under  the  increased  rates  the  class  1  roads 
earned  a  net  of  approximately  $530,000,000  whereas  they  should 
have  had  a  net  of  approximately  $1,116,000,000  to  make  6  per 
cent  on  the  Commission's  valuation  adjusted  for  class  1  roads. 
The  net  of  $530,000,000  represented  a  return  of  2.8  per  cent  on 


the  adjusted  valuation,   or  less  than   one-half  of  the  maximum 
per  cent  fixed  in  the  transportation  act. 

The  compilations  of  the  Bureau  of  Railway  Economics, 
covering  200  class  ^  roads,  on  revenues  and  expenses  for  August 
as  compared  with  August,  1920,  follow: 


District.  1921. 

Total  operating  revenues: 

Eastern  district   .    $222,449,000 

Southern    district    71,699,000 

Western    district    210,809,000 


1920. 

$252,024,000 

83,445,000 

218,965,000 


Per  cent 
of  inc.,  1921 
over  1920. 

dll.7 
d  14.1 
d  3.7 


I'nited   States 


.  .  .?.~,n  1,957, 000 


Total  operating  expenses: 

Eastern  district    $176,484,000 

Southern    district    60,673,000 

Western    district    144,630,000 


United  States    $381,787,000 

Net  railway  operating  income: 

Eastern  district    $  32.244,000 

Southern  district    7,461,000 

Western  district    50,516,000 


$554,434.000 


$315,824,000 

'.14,213,000 

271,168,000 

$681,205,000 


*$  78,398,000 
*  13,175,000 
«  66,945,000 


rt    S.'J 


d  44.1 
d  35.6 

d   16.7 

d  44.11 


United   States    $  90.221,000 


•$158.518.000 


•Deficit. 


Number  of 
roads 
represented. 

81 

35 

84 


Average 
mileage 
represented. 
59.5li2.of, 
43,864.85 


Eastern  district   

Southern    district 

Western  district    

I'nited    States    200  234.992.43 

In  the  eleven  months  from  September  1,  1920,  to  July  31. 
1921,  the  class  1  roads  and  large  switching  and  terminal  com- 
panies had  a  net  railway  operating  income  of  $439,887,423,  which 
represented  a  return  on  an  annual  basis  of  2.7  per  cent  on  the 
valuation  of  $18,900,000,000  adjusted  for  class  1  roads.  The 
roads  fell  short  of  earning  a  net  of  6  per  cent  by  $554,110,577. 
They  should  have  earned  $993,998,000  to  make  6  per  cent. 

The  carriers  in  the  Eastern  district  had  a  net  of  $189,228,717, 
or  $246,586.283  short  of  a  return  of  6  per  cent;  the  carriers  in  the 
Southern  district  had  a  net  of  $36,477,229,  or  $84.260,771  short  of 
a  return  of  6  per  cent,  and  the  carriers  in  the  Western  district 
had  a  net  of  $214,181,477,  or  $223,263,523  short  of  a  return  of 
6  per  cent. 

The  compilation  of  these  figures  was  made  by  the  Bureau 
of  Railway  Economics. 


INDORSE  TRAFFIC  LEAGUE  ACTION 

The  Milwaukee  Association  of  Commerce,  after  reciting  the 
views  of  the  members  that  the  time  has  arrived  when  steps 
should  be  taken  to  bring  about  a  reduction  in  freight  rates  and 
passenger  fares,  and  of  its  transportation  committee  that,  in 
order  to  accomplish  this  end,  it  is  necessary  for  the  carriers  to 
reduce  their  operating  costs,  has  indorsed  the  resolutions  re- 
cently adopted  on  that  subject  by  the  executive  committee  of 
the  National  Industrial  Traffic  League. 

The  Alton  (111.)  Chamber  of  Commerce  has  indorsed  the 
rate  reduction  resolutions  adopted  by  the  executive  committee 
of  the  Nation  Industrial  Traffic  League. 

The  directors  of  the  Waco,  Tex.,  Chamber  of  Commerce  have 
approved  the  resolutions  adopted  by  the  Traffic  League,  with  the 
exception  of  the  second  paragraph.  The  directors  went  on  rec- 
ord as  approving  a  reduction  in  rates  equivalent  to  fifty  per  cent 
of  the  amount  of  wage  reduction. 


BROTHERHOODS  COUNT  STRIKE  BALLOT 

No  further  action  on  the  question  of  a  railroad  strike  will 
be  taken  by  the  union  leaders  until  some  time  next  week,  ac- 
cording to  a  statement  made,  October  3,  by  B.  M.  Jewell,  presi- 
dent of  the  railway  employes'  section  of  the  American  Federa- 
tion of  Labor,  who  presided  at  a  meeting  of  railway  labor  lead- 
ers in  Chicago,  October  2. 

"Although  the  shop  crafts  and  the  Brotherhood  of  Railroad 
Trainmen  have  voted  overwhelmingly  in  favor  of  a  strike  rather 
than  the  acceptance  of  any  wage  cut,  we  cannot  say  what  course 
will  be  followed  until  the  result  of  the  vote  among  the  other 
brotherhoods  is  known,"  said  Mr.  Jewell.  "These  ballots  are 
now  being  counted,  but  the  count,  from  present  appearances, 
will  not  be  known  for  another  week.  Even  should  these  men 
also  vote  against  the  pay  cut,  no  orders  for  a  strike  will  be 
made  until  the  matter  has  been  carefully  considered  by  the  labor 
officials." 

L.  E.  Sheppard,  president  of  the  Order  of  Railway  Con- 
ductors, one  of  the  organizations  which  was  at  the  time  counting 
its  strike  ballots,  announced,  October  7,  that  a  meeting  of  gen- 
eral chairmen  of  the  brotherhoods  had  been  called  for  October 
10,  in  Chicago.  Some  definite  expression  of  policy  on  the  strike 
question  is  expected  to  emanate  from  this  meeting. 


Getting  the  traffic  news  each  day  makes  it  easier 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY    TO    GOODS 

Liability  of  Common  Carrier  for  Damage: 

(Supreme  Court  of  Minnesota.)  Whether  record  entries 
relative  to  the  Issue  made  in  the  regular  course  of  business 
are  properly  verified  as  a  basis  for  receiving  them  in  evidence, 
is  a  question  for  the  exercise  of  practical  sense  and  sound  dis- 
cretion by  the  trial  judge,  and  his  decision  will  not  be  disturbed 
on  appeal  if  there  Is  any  evidence  reasonably  supporting  it.- 
DC  Vita  et  al.  vs.  Payne,  Director-General  of  Railroads,  184  N.  W. 
Rept.  184. 

It  is  the  duly  of  railway  company  as  a  common  carrier  to 
furnish  suitable  cars  for  the  transportation  of  the  particular 
class  of  goods  intended  to  be  shipped,  and  it  is  not  relieved  from 
such  duty  by  reason  of  the  fact  that  the  consignor  Inspected  the 
car  before  loading. — Ibid. 

Proof  of  the  delivery  of  a  shipment  by"  consignor  to  the 
earlier  in  good  condition  and  of  its  delivery  to  the  consignee 
at  the  end  of  the  route  in  damaged  condition  is  sufficient  to 
sustain  a  recovery  for  damages  against  the  initial  carrier. — Ibid. 

A  common  carrier  is  an  insurer  of  the  safe  transportation 
of  goods  committed  to  it  for  that  purpose,  and  responsible  for 
all  damages  to  the  same  while  In  transit,  unless  such  damage 
is  occasioned  by  certain  excepted  causes. — Ibid. 

To  relieve  itself  from  such  liability  the  carrier  must  show 
that  the  damage  arose  solely  from  one  or  more  of  the  excepted 
causes,  and  it  avails  it  nothing  to  show  that  the  shipper  was 
negligent  if  the  damage  would  not  have  resulted  except  for  the 
concuning  fault  of  the  carrier. — Ibid. 
Notice  of  Claim,  What  Constitutes: 

(Supreme  Court  of  Wyoming.)  In  determining  the  effect  of 
stipulations  between  carriers  and  shippers  concerning  interstate 
shipments,  the  state  courts  must  follow  the  law  as  declared  by 
the  federal  courts,  all  state  laws,  regulations  and  policies  with 
reference  to  the  validity  of  such  contracts  being  superseded 
when  Congress,  by  the  Carmack  amendment  to  the  interstate 
commerce  act  (U.  S.  Comp.  St.,  par.  8604aa),  manifested  its 
purpose  to  take  full  control  of  the  subject  of  interstate  com- 
merce.— Union  Pac.  R.  Co.  vs.  Pacific  Market  Co.,  200  Pac.  Rept. 
108. 

Before  the  passage  of  act  March  4,  1915  (U.  S.  Comp.  St., 
liar.  8604a),  a  stipulation  of  a  bill  of  lading  of  an  interstate  ship- 
ment requiring  notice  or  the  making  of  a  claim  within  a  limited 
lime  after  the  arrival  or  delivery  of  the  freight  at  destination 
was  reasonable,  and  should  be  given  effect.  In  view  of  the  Car- 
mack  amendment  to  the  interstate  commerce  act  (U.  S.  Comp. 
St.,  par.  8604a,  8604aa).— Ibid. 

Purpose  of  stipulation  in  bill  of  lading  requiring  claims  to 
be  presented  within  a  certain  period  is  to  allow  the  carrier  an 
opportunity  to  investigate  the  claim  and  either  settle  it  or  pre- 
pare for  its  contest,  and  all  the  particulars  need  not  be  stated 
in  the  claim,  it  being  sufficient  if  it  gives  the  carrier  reasonable 
notice  of  the  characted  of  the  demand  which  it  is  required  to 
settle  or  contest. — Ibid. 

Statements  by  a  stock  shipper  in  conversation  that  the  ani- 
mals did  not  need  dipping,  and  would  shrink  if  dipped,  was 
not  a  notice  of  claim  within  a  provision  in  an  interstate  bill  ol 
lading  requiring  notice  of  claim  of  damages  to  be  made  within 
10  days,  such  conversation  taking  place  before  any  injury  was 
suffered,  and  not  directing  carrier's  attention  to  any  act  of 
negligence  by  which  the  shipper  claimed  he  was  injured. — Ibid. 

Use  of  the  words  "I  will  claim,"  instead  of  "I  do  claim," 
in  a  notice  of  claim  against  a  carrier  for  injuries  to  a  stock 
shipment,  will  be  regarded  as  technical,  and  not  substantial, 
defect  under  a  provision  in  an  interstate  bill  of  lading  requiring 
claim  to  be  presented  within  a  certain  time,  especially  where 
the  claim  was  fully  and  properly  investigated  by  the  carrier.— 
Ibid. 
Shippers  Undertaking  to  Feed  and  Water  Stock.  Defense  to 

Action    for   Damages   for    Loss   of   Stock    Unloaded   for    Feed 

and  Water: 

(Supreme  Court  of  Idaho.)  In  an  action  by  a  shipper  against 
a  i  arrier  for  damages  for  the  loss  of  live  stock  unloaded  for 
feed  and  water,  the  carrier  has  a  right  to  show  as  a  part  of  its 
defense  a  contract  with  the  shipper  providing,  "The  shipper 
will,  at  his  own  risk  and  expense,  load,  unload,  care  for,  feed 
and  water  the  stock  until  delivery  of  same  to  consignee  at 
destination,  and  will  furnish  to  go  with  the  stock  for  that  pur- 
pose one  or  more  attendants." — Crabill  vs.  Oregon  Short  Line  R. 
<'u..  200  Pac.  Rept.  121. 

A   motion  to  instmct  the  jury  to  return  a  verdict  for  de 
fendant   ought   to  be  granted   when,  at  the  close  of  all   the  evi- 


dence,  the   plaintiff   lias   xliown   nothing   that  tends   to  establish 

the  facts  that  constitute  Ma  cause  of  action. — Ibid. 

Delay   in   Transportation   or  Delivery.     Measure  of   Damage*  for 

Delay  in  Transportation  of  Dog's  Head  for  Rabies  Examina 

tion: 

(Supreme  Court  of  Kansas.)  The  plaintiff  was  bitten  by  a 
dog  suspected  of  having  hydrophobia.  The  plaintiff's  physician 
shipped  the  dog's  head  to  Manhattan  for  the  purpose  of  ascer- 
taining whether  or  not  the  dog  had  hydrophobia  at  the  time  it 
bit  the  plaintiff.  The  box  containing  the  shipment  was  marked, 
"Dog's  Head,  Rush."  The  defendant  was  informed  of  the  acci- 
dent to  the  plaintiff  and  of  the  purpose  for  which  the  head  was 
being  shipped  to  Manhattan.  The  head  was  not  delivered.  Held, 
that  the  defendant  is  liable  for  the  expense  of  the  shipment,  the 
mental  pain  caused  the  plaintiff,  the  expense  Incurred  for  med- 
ical treatment  to  prevent  hydrophobia,  the  pain  caused  by  that 
treatment,  and  the  damage  sustained  by  loss  of  time  while  taking 
it,  although  the  treatment  proved  to  be  unnecessary. — Austin  vs. 
American  Ry.  Express  Co.,  200  Pac.  Rept.  293. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 
Abandonment  of  Railroad: 

(Supreme  Court  of  Minnesota.)  Unless  a  railway  company 
has  contracted  to  keep  its  road  in  operation,  it  has  the  consti- 
tutional right  to  abandon  it  if  it  can  no  longer  be  operated  ex- 
cept at  a  loss.—  State  vs.  Duluth  &  N.  M.  Ry.  Co.,  184  N  W. 
Rept.  186. 

Although  a  railway  company  may  have  the  constitutional 
right  to  abandon  its  road  for  the  reason  that  it  can  be  operated 
only  at  a  loss,  the  legislature  has  withheld  from  the  Railroad 
and  Warehouse  Commission  power  to  authorize  an  abandonment 
on  that  ground.  —  Ibid. 
Regulation  of  Switching  Rate  by  Public  Service  Corporation: 

(Supreme  Court  of  Oklahoma.)  A  careful  examination  of 
the  evidence  establishes  that  the  service  rendered  by  the  railway 
companies  in  this  case  was  a  switching  service.  That  the  rate 
heretofore  charged  by  the  railway  companies  was  exorbitant  and 
excessive.  —  Atchison,  T.  &  S.  F.  Ry.  Co.  et  al.  vs.  State  et  al 
200  Pac.  Rept.  232. 

The  State  Corporation  Commission  is  established  and  its 
powers  are  defined  by  the  Constitution  of  the  state.  Among  its 
duties,  it  exercises  the  authority  of  the  state  to  supervise,  regu- 
late, and  control  public  service  corporations,  and  to  that  end  it 
has  been  clothed  with  legislative,  judicial  and  executive  powers. 
—Ibid. 

An  appeal  may  be  taken  by  the  corporation  whose  rates  are 
affected  or  by  any  person  or  corporation  deeming  themselves 
aggrieved  by  such  action,  and  such  appeal  shall  be  of  right,  and 
shall  be  taken  to  and  reviewed  by  the  Supreme  Court  only.  The 
jurisdiction  of  the  Supreme  Court  on  such  appeal  is  to  consider 
and  determine  the  reasonableness  and  justness  of  the  action 
of  the  Commission  appealed  from  or  any  other  matter  arising 
under  such  appeal.  The  order  of  the  Commission  or  rate  fixed 
by  it  shall  be  regarded  as  prima  facie  just,  reasonable  and  cor- 
rect; if  in  the  opinion  of  the  court  the  evidence  taken  before 
the  Corporation  Commission  and  certified  to  the  court  overcomes 
this  prima  facie  presumption,  it  is  then  the  duty  of  this  court 
to  make  such  order  or  fix  such  rate  as  it  deems  just,  reasonable 
and  correct.  —  Ibid. 

On  an  examination  of  the  record,  the  order  of  the  commis- 
sion, and  the  evidence,  we  think  the  rate  fixed  by  the  Corporation 
Commission  should  apply  to  all  crushed  rock,  gravel,  and  sand 
transported  by  the  railway  companies  in  the  territory  covered 
by  the  rate,  and  that  the  order  should  be  modified  to  that  extent 
Ibid. 


FALSIFIED  CAR  REPAIR  REPORTS 

Federal  Judge  Wade,  October  6,  in  the  United  States  District 
Court,  at  Davenport.  la.,  sentenced  Theodore  W.  Krein,  general 
manager  of  the  Muscatine,  Burlington  &  Southern  Railroad  Com- 
pany, to  one  year  and  a  day  in  the  federal  penitentiary,  and 
fined  him  $3,000  for  violations  of  the  interstate  commerce  act. 
Krein  and  the  railroad  company  pleaded  guilty  to  an  indictment 
charging  them  with  falsifications  of  car  repair  records  and  ac- 
counts. Judge  Wade  also  fined  the  railroad  corporation  $3.000. 

The  defendants  were  charged  with  falsifying  the  company's 
records  to  show  that  the  M.  B.  &  S.  had  made  repairs  to  cars 
of  other  railroads  when  no  such  repairs  were  actually  made. 
Fraudulent  bills  based  upon  these  records  were  rendered  against 
other  railroads,  and  in  this  manner  approximately  $30,000  was 
collected  from  other  carriers.  dvirinK  the  year  1919,  for  car  re- 
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pairs  which  were  not  made.  Nearly  all  of  this  amount  was  col- 
lected from  railroads  operating  under  federal  control  and  there 
was  therefore  a  fraud  upon  the  government,  the  M.  B.  &  S.  not 
being  under  federal  control  during  that  period. 

Among  the  false  charges  for  repairs  were  a  large  number 
of  false  bills  for  applying  car  wheels.  These  false  bills,  in  many 
cases,  purported  to  show  that  the  same  pair  of  car  wheels  had 
been  put  on-  several  different  cars,  while,  as  a  matter  of  fact,  the 
wheels  so  reported  were  identified  by  their  serial  numbers  and 
were  later  found  in  the  yards  of  the  M.  B.  &  S.  at  Muscatine. 

False  bills  were  also  made,  during  the  year  1919,  for  apply- 
ing 426  couplers  to  foreign  line  cars,  while,  as  a  matter  of  fact, 
the  M.  B.  &  S.  had  only  13  couplers  in  stock  which  were  avail- 
able for  repair  work  during  this  entire  period. 

This  prosecution  resulted  from  an  investigation  by  the  Inter- 
state Commerce  Commission. 


REDUCED  RATES  ON  COAL 

The  Traffic   World   Washington  Bureau 

Henry  Ford,  apparently,  is  not  the  only  disturbing  element 
in  the  coal  rate  situation.  The  St.  Louis-San  Francisco  and  the 
Kansas  City  Southern  have  caused  some  agitation  by  proposing  to 
reduce  the  rates  on  coal  from  Kansas  mines  to  Kansas  City. 
Tney  have  evoked  a  protest  from  the  Chicago  &  Alton.  The 
latter  has  not  been  satisfied  with  the  filing  of  a  protest.  It  has 
filed  a  supplement  reducing  rates  from  the  Springfield,  111.,  dis- 
trict by  the  same  amounts  ,  that  were  proposed  by  the  Frisco 
'  and  Kansas  City  Southern.  Its  request  is  for  the  suspension 
of  the  tariffs  reducing  the  rates  from  the  Kansas  fields,  including 
its  own  tariff,  from  the  Springfield,  111.,  ne.d,  or,  if  the  Com- 
mission thinks  it  should  not  suspend  the  Frisco  ana  Kansas 
City  Southern  tariffs,  then  that  its  own  be  allowed  to  become 
operative  on  October  25,  the  date  carried  in  the  tariffs  of  the 
railroads  serving  the  Kansas  field. 

At  present  the  Chicago  &  Alton  rate  on  slack,  from  Spring- 
field to  Kansas  City,  is  $2.295.  The  rate  on  slack,  which  is  the 
important  commodity,  from  Pittsburgh  to  Kansas  City,  is  81 
cents  lower.  The  proposal  of  the  Frisco  and  the  Kansas  City 
Southern  is  to  reduce  the  rate  on  slack  to  $1.20  per  ton.  The 
Chicago  &  Alton's  proposal  is  to  reduce  the  rate  from  Spring- 
field to  $2.01,  thus  preserving  the  relationship. 

In  1916  the  Chicago  »c  Alton  was  the  disturbing  element  in 
that  situation.  It  then  reduced  the  rate  on  fine  or  slack  coal  to 
•  $1.25  a  ton.  That  was  a  big  reduction.  The  governors  and 
senators  of  Kansas  and  Missouri,  and  all  the  railroads  interested 
in  carrying  coal  from  Kansas  to  Kansas  City  protested  against 
the  move  of  the  Alton,  but  the  Commission  refused  to  suspend 
the  reduction.  Now  the  Alton  is  protesting  against  a  lowering 
of  the  rates  put  into  effect  a  little  more  than  a  year  ago  under 
the  Commission's  decision  in  Ex  Parte  No.  74. 

The  Southwestern  Interstate  Coal  Producers'  Association  of 
Kansas  City  has  joined  the  protestants  against  the  reduction  in 
rates  from  the  Springfield,  111.,  district  to  Kansas  City  proposed 
by  the  Alton  in  its  I.  C.  C.  A-1484,  canceling  its  I.  C.  C.  A-1287, 
effective  October  25. 

The  Alton,  while  filing  a  schedule  reducing  the  rate  from 
the  Springfield  district,  hopes  the  Commission  will  suspend  it, 
because  it  filed  cnly  as  a  defense  against  the  action  of  the 
Frisco  and  Kansas  City  Southern  in  proposing  to  reduce  rates 
from  the  Kansas  fields  to  Kansas  City.  The  Alton  tariff  pro- 
posed to  make  a  new  rate  from  the  Springfield  district  that 
would  preserve  the  existing  relationship  which  grew  out  of  re- 
ductions made  by  the  Alton  five  years  ago. 


MEANING  OF  "DEFICIT" 

The  Traffic   World   Washington  Bureau 

Question  having  arisen  regarding  the  proper  construction 
of  the  word  "deficit"  in  paragraph  (a)  of  section  204  ot  the  trans- 
portation act.  the  Commission  has  issued  an  order  in  Finance 
Docket  No.  1600  assigning  the  matter  for  argument  betore  it  on 
November  4. 

The  section  of  the  act  involved  is  that  under  wnicn  reim- 
bursement is  provided  for  short  line  roads  which  suffered  def- 
icits during  the  period  of  federal  control  their  properties  were 
not  operated  by  the  government. 

The  Commission  has  been  interpreting  the  word  "deficit"  to 
mean  that  if  a  given  road  had  a  net  railway  operating  income 
of  one  dollar  in  the  federal  control  period,  it  had  no  deficit 
and  therefore  is  not  entitled  to  be  reimbursed  in  any  amount 

The  short  line  railroads,  however,  through  the  American 
Short  Line  Railroad  Association,  contend  that  even  though  c 
road  had  a  net  operating  railway  income  of  one  dollar  during 
the  federal  control  period  and  had  an  average  annual  net  rail- 
way operating  income  of  $25.000  in  the  test  period  (three  years 
ending  June  30,  1917),  it  should  be  reimbursed  by  the  govern- 
ment on  the  basis  of  the  net  in  the  test  period.  In  otner  words, 
it  is  contended  in  behalf  of  the  short  line  roads  that  if  a  road 
had  a  net  railway  operating  income  in  the  federal  control  period 
less  than  the  average  annual  net  income  for  the  test  period,  the 
road  should  be  reimbursed  in  an  amount  equal  to  the  difference 
between  the  two  amounts. 


LUMBER   RATE  HEARING 

The  Traffic  World   Washington  Bureau 

With  an  attendance  almost  as  large  as  that  which  marks  the 
beginning  of  a  general  rate  case,  Commissioner  Cox  and  Chief 
Examiner  Quirk,  October  4,  began  taking  testimony  in  No.  12995, 
Southern  Hardwood  Traffic  Association  vs.  Illinois  Central  et  al., 
in  which  the  complainants  ask  for  reasonable  rates,  those  pre- 
vailing prior  to  August  26,  1920,  being  admitted  to  have  been 
reasonable. 

In  opening  the  case  for  the  complaining  hardwood  men,  J. 
V.  Norman  asked  that  the  case  be  treated  as  an  emergency  mat- 
ter. "I  ask  that  arguments  be  made  on  the  matters  in  issue  at 
the  conclusion  of  the  testimony,"  he  said,  "because  the  condition 
of  the  hardwood  lumber  industry  is  as  critical  now  as  was  that 
of  the  railroads  when  Ex  Parte  74  was  argued." 

C.  S.  Humburg,  representing  the  principal  respondent,  saw 
no  reason  why  that  might  not  be  done.  C.  B.  Northcutt,  for 
the  Southern,  was  not  sure  it  would  be  satisfactory.  Henry 
Thurtell,  for  the  N.  C.  &  St.  L.,  suggested  that  he  was  not  pre- 
pared, in  advance  of  any  of  the  testimony,  to  agree  to  be  bound 
'by  such  an  agreement.  He  suggested  postponing  the  request  of 
Mr.  Norman  until  after  the  attorneys  for  the  railroads,  of  whom 
there  were  a  dozen  or  more,  had  had  an  opportunity  to  confer. 
The  impression  created  by  the  fact  that  the  attorneys  for 
the  railroads  had  not  agreed  on  a  method  of  handling  the  case 
was  that  the  southern  lines  were  inclined  to  give  ear  to  the 
complaint  of  the  hardwood  men,  but  that  the  eastern  and  north- 
ern lines,  as  in  the  conferences  that  have  been  going  on  since 
last  March,  were  opposed  to  making  any  concessions  because, 
according  to  information  in  the  hands  of  the  northern  and  east- 
ern lines,  the  hardwood  lumbermen  of  the  North  and  East  have 
derived  some  benefit  from  the  disruption  of  relationships  caused 
by  the  percentage  increase  that  took  place  in  August,  1920. 

"What  was  the  cause  of  this  complaint,"  asked  Mr.  Norman, 
when  he  had  had  J.  H.  Townshend,  his  first  witness,  tell  of  his 
long  connection  with  the  industry  as  traffic  manager  for  the 
southern  hardwood  lumbermen. 

"Ex  Parte  74,  and  particularly  the  application  of  the  per- 
centage increase,"  said  the  witness.  Mr.  Townshend  then  told 
of  the  efforts  that  were  begun  in  March  to  bring  about  a  read- 
justment of  rates  by  means  of  negotiations  between  the  shippers 
and  the  carriers.  Normally,  he  said,  the  complainants  shipped 
about  500,000  cars  a  year.  At  present,  he  estimated,  they  were 
shipping  not  more  than  40  per  cent  of  normal. 

"The  situation  next  year  will  be  worse,  because  no  logging 
operations  are  being  carried  on  now,"  said  the  witness,  "and 
this  is  the  time  of  the  year  that  logging  should  be  done.  The 
rates  on  logs  are  so  high  that  they  increase  the  cost  of  lumber 
$3  per  1,000  feet.  Fifty  cents  per  1,000  feet  will  turn  a  sale. 
The  Commission  found  that  to  be  the  fact  in  a  number  of  cases." 

The  negotiations  about  which  Mr.  Townshend  testified  lasted 
until  September  22,  when  the  shippers  and  carriers  met  in  the 
office  of  Commissioner  Cox,  but  could  reach  no  agreement.  He 
said  that,  early  in  the  year,  the  carriers  advised  the  lumbermen 
to  be  patient,  saying  that  if  the  Labor  Board  reduced  wages 
or  traffic  increased  they  would  receive  the  benefit  of  changes  in 
the  cost  of  operating  the  railroads. 

"The  effect  of  the  percentage  increase  has  been  to  stifle 
business,  put  the  hardwood  operators  out  of  business,  and  de- 
crease the  tonnage  of  the  railroads,"  said  Mr.  Townshend.  "At 
least  75  per  cent  of  the  southern  mills  are  shut  down  and  nailed 
up.  Consumers  in  the  northern  markets  are  being  supplied  from 
short-haul  points.  In  the  case  of  a  lumber  manufacturer  at 
Bloomington,  111.,  I  know  that  in  six  months  of  this  year  he 
shipped  out  2,021  cars,  while  last  year  in  the  corresponding  pe- 
riod he  shipped  out  2,212  cars.  There  has  been  no  such  reduc- 
tion in  his  business  as  there  has  been  in  that  of  the  southern 
hardwood  lumbermen." 

Answering  a  question  about  the  relation  of  the  new  railroad 
rates  to  the  prices  obtained  by  the  hardwood  men,  Mr.  Town- 
shend gave  a  number  of  examples,  one,  in  particular,  attracting 
considerable  attention.  In  that  case,  he  said,  J.  M.  Milner  of 
Leesville,  La.,  sent  two  carloads  of  No.  2  sap  gum  to  the  Illinois 
Glass  Company,  Alton,  111.  He  received  $17  per  M.,  the  buyer 
paid  him  1558.65,  his  freight  bill  was  $557.59,  and  the  net  on  the 
two  carloads  was  $1.06.  In  another  case  the  shipper  made  $7.67 
on  a  car.  He  said  that,  on  a  trip  through  the  hardwood  produc- 
ing region,  he  saw  great  quantities  cf  No.  2  oak  lumber  piled 
for  burning. 

"The  mills  must  destroy  tonnage  which  uuriers  would  re- 
ceive but  for  these  destructive  rates,"  said  he. 

The  witness  was  subjected  to  a  desultory  cross-examination 
by  a  number  of  attorneys  for  the  carriers.  Mr.  Townshend  ad- 
mitted that  he  had  been  told  and  had  read  that  there  was  de- 
pression in  other  lines  of  business,  but  he  said  he  had  no  figures 
regarding  other  lines  of  industry,  because  he  was  interested  in 
the  making  of  figures  only  in  the  hardwood  lumber  trade. 

"We  have  four  mills,  but  only  one  is  in  operation,"  said 
James  E.  Stark  of  Memphis,  president  of  one  or  two  lumber 
companies  and  vice-president  of  other  companies  that  use  hard- 
wood. "The  one  mill  is  operating  because  we  have  a  time  con- 
tract requiring  the  removal  of  logs  from  a  particular  piece  of 
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land  by  a  rrriiiin  i!:iu  \Vr  HIT  CUIIinn  mil)  tile  bful  of  Ill-- 
timber and  very  frw  of  the  IORS  are  finally  brought  to  the  mill. 
because  we  are  having  three  inspections,  so  that  only  the  best 
are  finally  put  upon  the  cars.  The  other  logs  are  left  in  the 
forest." 

"What  is  becoming  of  the  logs  that  are  left  In  the  woods?" 
asked  Mr.  Norman. 

"The  worms  are  eating  them  up,"  was  the  answer. 
'Where  do  you  sell  your  lumber?"  asked  Mr.  Norman. 

"Well,"  said  Mr.  Stark,  "we  are  not  shipping  much  now,  but, 
normally.  \vr  ship  to  all  parts  of  the  United  States,  some  to  Can- 
•itln,  and  some  for  export.  We  meet  competition  now  with  our 
tilth  uratle  lumber,  but  the  low  grades  we  are  stacking,  hoping 
to  sell  it  before  the  worms  eat  it  or  we  have  to  burn  it. 

"We  can  and  do  sell  and  ship  our  high-grade  stuff,  but  there 
is  no  market  for  the  low  grade.  The  northern  competitive  woods 
are  coming  south  of  Chicago,  because  our  increase  in  cents  a 
hundred  has  been  higher  than  theirs.  The  prices  on  all  grades* 
on  an  average  are  lower  than  they  were  in  1916.  We  are  leaving 
50  per  cent  of  the  stuff  in  the  woods,  some  of  it  cut  and  some 
standing.  That  which  is  left  standing  will  be  girdled  so  as  to 
enable  the  owners  of  the  land  to  clear  it.  It,  therefore,  will 
never  be  brought  out  and  marketed.  It  will  be  a  total  loss  to 
the  railroads;  they  wi'l  have  less  tonnage  next  year,  because 
no  logs  are  being  produced  now. 

"11  the  log  rates  were  reduced  to  the  level  of  those  of  August 
J.">.  llti'ii.  we  would  start  our  mills,  because  we  did  business  on 
those  ratts.  and  we  believe  we  could  do  it  again." 

"Kvt>n  if  there  were  no  reduction  in  the  rates  on  lumber, 
outbound?"  asked  Mr.  Quirk. 

"The  log  rates  are  a  big  stumbling  block,"  said  Mr.  Stark, 
'and  when  I  spoke  I  meant  the  rates  on  logs  as  well  as  on  the 
outbound  lumber.  The  increase  in  the  log  rate  causes  an  In- 
crease of  $3  a  thousand  in  the  cost  of  lumber.  We  could  do 
business  en  the  rates  prior  to  Ex  Parte  74." 

Mr.  Stark  said  that  J.  M.  Nelson  of  Pottsville,  Pa.,  had  re- 
cently inquired  for  mine  door  material,  and  said  that  he  could 
afford  to  pay  $23.50  at  Pottsville.  The  rate  from  Memphis  to 
Pottsville,  Mr.  Stark  said,  was  $20.92%  a  thousand.  That,  he 
said,  on  a  carload,  would  make  the  freight  $315,  and  the  price 
quoted  would  net  the  seller  only  $37  or  $38  a  car,  which  would 
not  be  enough. 

At  the  afternoon  session  W.  R.  Poley,  general  manager  of 
the  Chickasaw  Cooperage  Company,  with  forty-one  mills  for 
the  manufacture  of  tight  barrel  staves  and  six  or  eight  plants 
where  the  barrel  materials  are  set  up,  said  that  forty  stave 
mills  were  closed.  The  one  mill  is  operating  on  a  contract 
which  provides  for  the  removal  of  the  timber  by  a  given  time. 
But  for  that  contract  it  would  be  closed  also. 

"All  costs  except  transportation  have  been  reduced  to  about 
the  pre-war  level,"  said  Mr.  Foley  in  answer  to  a  question  by 
Mr.  Norman.  "I  estimate  the  railroad  rate  to  represent  from 
twenty  to  twenty-five  per  cent  of  the  total  cost.  We  are  not 
carrying  on  any  operations  in  the  woods  now.  If  I  knew  that 
in  thirty  or  forty  days  the  old  rates  would  be  restored  I  would 
start  operations  now  in  many  of  the  closed  plants  so  as  to  get 
stock  for  next  year.  I  do  not  say  I  would  be  able  to  get  all  the 
plants  into  operation  right  away  but  we  would  get  started.  Un- 
ess  we  begin  logging  within  thirty  or  forty  days  we  will  not  be 
able  to  do  anything.  Woods  work  cannot  be  done  in  the  winter 
after  the  rains  have  begun.  We  depend  upon  native  labor  and 
when  one  of  our  portable  mills  is  established  at  a  spur  on  a 
railroad,  the  receipts  of  the  railroad  at  that  point  are  about 
double  what  is  received  from  us.  That  is  to  say,  if  we  pay 
he  railroad  $100,000  on  our  traffic,  the  incidental  traffic,  includ- 
ng  passenger  revenues,  usually  brings  in  as  much  more. 

"Hasn't  the  Volstead  law  hurt  your  business  a  good  deal?" 
asked  Mr.  Humburg. 

"Oh  yes,  a  little,  but  the  whiskey  barrel  part  of  our  business 
was  small,"  said  the  witness. 

"But  you  also  made  wine  barrels,"  observed  the  attorney. 

"All  barrels  for  alcohol,  wine,  whiskey  and  things  of  that 
kind  are  called  whiskey  barrels,"  marked  the  witness,  who  re- 
terated  that  the  anti-Volstead  part  of  the  business  was  hardly 
worth  talking  about.  In  answer  to  a  question  by  one  of  the 
railroad  lawyers,  Mr.  Foley  said  the  plant  at  Ambridge  was  in 
operation  because  of  the  big  pickle  factory  at  Pittsburgh. 

"We  bought  that  plant  because  the  demand  for  tight  cooper- 
age in  the  Pittsburgh  district  is  comparatively  large.  The  provi- 
ii  manufacturers  need  a  considerable  number  of  barrels.  They 
also  used  to  make  some  rye  whiskey  in  the  Pittsburgh  district." 

E.  B.  Norman,  of  the  Holly  Ridge  Lumber  Company,  said 
the  four  plants  of  that  company  were  producing  at  twenty-five 
per  cent  of  normal;  that  the  sale  of  high  gra^e  lumber  was  going 
on  but  the  lower  grades  were  being  stacked  to  rot.  He  said 
the  four  mills  could  be  run  at  nearly  normal  if  the  old  rates 
were  restored. 

C.  H.  Sherrill,  a  lumberman  of  Merryvale,  La.,  was  a  pug- 
nacious witness.  He  wanted  to  ask  the  railroad  lawyers  ques- 
tions and  to  debate  the  relevancy  of  questions  on  cress  examina- 
tion. He  was  not  backward  in  telling  railroad  lawyers  that  he 
could  not  see  what  bearing  their  questions  had  on  the  issue, 


especially  when  they  wanted  to  know  the  sourcen  of  the  Informa- 
tion on  which  he  baaed  hie  assertion  that  the  freight  rates  had 
shut  his  company  out  of  competition  in  Chicago.  Norman  ob- 
jected when  one  of  the  railroad  lawyers  asked  the  witness  If 
he  did  not  know  that  in  a  given  length  of  time  only  550  cars 
of  hardwood  lumber  moved  over  the  Chicago  &  North  Western, 
while  in  the  corresponding  period  the  movement  totaled  more 
than  1,300  cars.  Norman  suggested  that  the  railroads  make  their 
case  by  putting  their  own  witnesses  on  the  stand. 

At  the  beginning  of  the  afternoon  session  Norman  tried 
to  bring  about  an  arrangement  whereby  cross  examination  would 
be  limited  to  one  or  two  lawyers  for  the  railroads,  each  man 
to  have  only  one  opportunity,  instead  of  many,  at  a  given  wit- 
ness. Mr.  Northcutt,  however,  said  there  were  many  defendants 
in  this  case  and  intimated  that  each  would  insist  on  Its  right 
to  cross  examine. 

Cumulative  testimony,  tending  to  show  that  the  southern 
hardwood  lumbermen  have  been  placed  at  a  destructive  disad- 
vantage by  reason  of  the  percentage  increase  in  rates  under 
Ex  Part  74,  was  offered  at  the  morning  session  of  October  5. 

J.  I.  Nallen,  of  the  Wilderness  Lumber  Company,  with  mills 
at  Nallen,  W.  Va.,  said  he  could  not  sell  his  low  grades  on  the 
transportation  rates  now  existing.  He  said  he  had  been  unable 
to  compete  for  furnishing  mine  doors  in  the  anthracite  coal 
country. 

"Your  freight  rate  is  only  about  2^  per  cent  of  the  price 
of  the  lumber,  isn't  it?"  asked  Attorney  Roberts,  for  one  of  the 
northern  lines. 

"I  guess  it's  more  than  that,"  answered  the  witness. 

"Inasmuch  as  you  have  hazarded  a  guess  that  it  is  more  than 
2%  per  cent,  tell  us  what  you  think  it  amounts  to  in  percentage," 
suggested  the  attorney. 

"Well,  just  before  I  left  home,  I  sold  a  sample  car  of  No.  4 
oak  lumber  for  delivery  at  Cleveland  at  $5  per  thousand.  The 
freight  rate  was  $12.60  per  thousand.  I  think  that  is  more  than 
2%  per  cent,"  added  the  witness. 

Walter  N.  Kelly,  a  wholesaler  at  Detroit,  whose  business  is 
the  supplying  of  hardwood  for  automobile  bodies,  said  that  under 
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the  rates  that  became  operative  in  August,  1930,  he  had  been 
unable  to  buy  any  low-grade  lumber  in  the  South.  He  said  he 
had  had  to  go  to  Canadian  mills. 

T.  E.  Sledge,  of  May  Brothers,  Memphis,  operating  two  mills 
in  Tennessee,  said  he  had  been  unable  to  ship  any  low-grade 
lumber  since  the  increase  in  rates  last  year.  His  outbound  ship- 
ments, he  said,  since  the  increase,  had  been  less  than  seven  per 
cent  of  what  they  were  in  the  corresponding  period  prior  to  that 
time. 

S.  W.  Nickey,  president  of  the  Southern  Hardwood  Traffic 
Association,  made  an  investigation  of  conditions  in  the  Indiana 
mills  because  he  was  familiar  with  conditions  in  Indiana,  his 
first  experience  in  the  lumber  business  having  been  had  in  that 
state.  He  said  the  Indiana  mills  were  operating  full  time  at 
present.  One  mill  he  visited,  he  said,  had  been  in  operation  for 
50  years  without  cessation.  He  laughed  about  that  mill  because, 
he  said,  his  father  years  ago,  had  told  him  that  the  timber  would 
all  be  cut  out  in  a  few  years. 

The  contention  of  this  witness  was  that  neither  the  railroads 
nor  the  Interstate  Commerce  Commission  had  the  moral  right 
to  disrupt  long-standing  relationships  in  rates.  He  said  he  and 
other  lumbermen  had  gone  Into  the  South,  bought  land  from 
the  Yazoo  &  Mississippi  Valley  and  other  railroads  on  the  as- 
sumption that  the  then  existing  relationships  would  be  preserved. 
He  said  that  he  was  not  contending  for  an  equalization  of  ad- 
vantages of  location,  but  merely  a  restoration  of  the  adjustment 
which  had  existed  for  many  years  and  under  which  mills  in  the 
North  and  the  South  had  been  able  to  get  into  competitive  mar- 
kets on  transportation  rate  terms  which,  when  added  to  other 
factors  of  cost  of  production,  gave  them  an  opportunity  to  fight 
for  business  on  terms  of  equality. 

At  the  afternoon  session  W.  E.  Hyde  of  Lake  Providence, 
La.,  said  the  effect  of  the  advances  under  Ex  Parte  No.  74  on 
15,000  acres  of  hardwood  timber  owned  by  him  was  the  same 
as  increasing  his  cost  of  production  $100,000.  That,  he  said,  is 
a  burden  too  great  to  be  borne  by  a  man  who  hopes  to  obtain 
business  in  competition  with  lumber  produced  in  the  northern 
mills. 

V.  W.  Kraft,  speaking  for  the  Cooperage  Industries  of  Amer- 
ica, an  incorporated  association,  said  the  average  rate  on  cooper- 
age stock  is  $4.50  per  thousand  feet,  and  that  is  just  about  the 
average  of  prices  received  by  the  sellers.  He  adopted  all  the 
testimony  put  into  the  record  by  the  hardwood  lumbermen  as 
represnting  the  condition  of  the  southern  cooperage  firms  and 
companies. 

C.  A.  New,  assistant  secretary  of  the  complaining  associa- 
tion, put  into  the  record  twenty-odd  exhibits  tending  to  show 
that  rates  on  lumber  even  prior  to  the  increases  ordained  in 
General  Order  No.  28,  had  reached  the  maximum  of  reasonable- 
ness and  every  addition  since  June  24,  1918,  has  made  them  just 
that  much  more  than  reasonable. 

The  railroad  side  of  the  hardwood  lumber  case  was  pre- 
sented, in  large  part,  at  the  morning  session  October  6,  by  F.  A. 
Burke,  chief  commerce  clerk  for  the  Nashville,  Chattanooga  & 
St.  Louis,  95  per  cent  of  the  lumber  traffic  of  which  is  hard- 
wood. He  laid  a  wide  statistical  foundation,  showing,  among 
other  things,  that  Tennessee  has  one-fifth  of  all  the  standing 
hard  timber  in  the  southern  states  and  that  the  Nashville,  Chat- 
tanooga &  St.  Louis  is  vitally  interested  in  the  proposal  to  in- 
crease traffic  by  reducing  the  rates. 

Prior  to  his  appearance  on  the  stand  with  a  big  bundle  of., 
statistical  material,  T.  M.  Henderson,  for  the  Nashville  Lumber- 
men's Club,  added  to  the  accumulation  of  facts  brought  forward 
with  a  view  to  convincing  the  railroads  and  the  Commission 
that  it  would  be  in  the  interest  of  the  general  public,  the  rail- 
roads and  the  lumbermen  to  have  a  readjustment  of  rates  that 
would  have  the  effect  of  again  allowing  the  southern  hardwoods 
to  compete  in  the  markets  of  the  North  and  East. 

C.  A.  New,  assistant  secretary  of  the  complaining  associa- 
tion, was  recalled  for  cross-examination  by  the  railroads.  His 
own  experience  as  a  railroad  man  enabled  him  to  avoid  the 
pitfalls  of  cross-examination  as  to  the  factors  considered  by  a 
railroad  in  making  rates.  R.  E.  Tillery,  for  the  Cherry  River 
Boom  and  Lumber  Company  of  Philadelphia,  tried  to  persuade 
Mr.  New  to  admit  that  distance  is  the  prime  factor  considered 
by  a  traffic  man  in  making  a  rate.  Mr.  New  would  not  do  that, 
insisting  that  it  is  only  one  of  the  things  that  must  be  consid- 
ered. Commissioner  Cox  finally  ruled  that  the  answers  of  the 
witness  were  responsive  to  the  questions  and  that  he  had  an- 
swered when  he  said  that  distance  is  only  one  of  the  things 
considered. 

Mr.  Tillery  himself  took  the  stand  in  defense  of  the  present 
adjustment,  which  most,  if  not  all,  the  lumbermen  having  com- 
paratively short  hauls  to  important  markets  deem  just  because, 
as  they  see  the  matter,  the  rates  under  attack  give  recognition 
to  their  geographical  location,  which,  they  insist,  was  not  the 
fact  about  the  rates  in  effect  prior  to  August  26,  1920. 

The  witness  presented  a  scheme  for  making  rates  on  mile- 
age, to  which  both  shippers  and  railroads  objected,  because  it 
would  widen  the  issues  in  the  case,  which  would  be  contrary 
to  the  rules  of  the  Commission.  Commissioner  Cox  ruled  out 
the  scheme  as  being  irrelevant. 


Personal  Notes 


The  Gulf  Coast  Lines  have  announced  the  appointment  of 
A.  S.  Gimble  as  general  agent,  and  S.  Morse  as  traveling  freight 
agent,  at  Brownsville,  Texas.  Mr.  Gimble  was  formerly  general 
agent  for  the  Gulf  Coast  Lines  at  Monterrey,  Mexico. 

G.  L.  Oliver  has  been  appointed  traffic  manager  for  the  Fort 
Smith  &  Western  Railroad,  at  Port  Smith,  Ark. 

P.  W.  Reed,  formerly  general  freight  and  passenger  agent 
for  the  Gulf,  Florida  &  Alabama  Railway,  has  been  appointed 
traffic  manager  for  the  industrial  commission  of  the  Pensacola, 
Fla.,  Chamber  of  Commerce. 

The  Clyde  and  Mallory  lines  have  announced  the  appoint- 
ment of  W.  W.  Tingle  as  general  agent  and  J.  H.  Pepper  as  solicit- 
ing agent,  at  Baltimore. 

A.  R.  Mulkins  has  been  appointed  commercial  agent  for  the 
Atlantic  Coast  Line  Railroad  at  Philadelphia.  He  is  succeeded 
as  commercial  agent  at  New  York  City  by  C.  J.  Carty.  O.  J. 
English  has  been  appointed  commercial  agent  for  the  same  road 
at  Atlanta,  vice  W.  W.  Johnston,  who  resigned. 

C.  R.  Trockmorton  has  been  appointed  traveling  passenger 
agent  for  the  Northern  Pacific  Railway  at  Saint  Louis. 

William  H.  Turner  has  been  appointed  traveling  freight 
agent  for  the  Texas  &  Pacific  Railway,  at  Pittsburgh,  succeed- 
ing V.  B.  Oilman,  who  has  been  promoted  to  assistant  general 
agent  for  that  road,  at  Chicago. 

Charles  Donley  has  been  appointed  representative  of  the 
Pacific  Mail  Steamship  Company  for  the  Pittsburgh,  Youngs- 
town  and  Wheeling  district,  with  offices  at  Pittsburgh. 

J.  M.  Coonan  has  been  appointed  dairy  agent  for  the  Great 
Lakes  Transit  Corporation,  at  Minneapolis. 

J.  J.  Morton  has  been  appointed  foreign  freight  agent  for  the 
Canadian  Pacific  Railway,  at  New  York  City. 

F.  L.  Partridge,  for  the  last  two  years  traffic  manager  for 
the  Otto  Weiss  Milling  Company,  Wichita,  Kan.,  has  been  ap- 
pointed general  manager  in  charge  of  the  office  and  traffic  for 
the  Hutchinson  Produce  Company,  Hutchinson,  Kan. 

J.  D.  Dwyer  has  been  appointed  assistant  freight  agent  for 
the  Admiral  Line,  on  the  Grand  Pacific  docks,  Seattle.  He  suc- 
ceeds Robert  W.  Heinsch,  who  resigned. 


DOINGS   OF  THE   TRAFFIC   CLUBS 

Members  of  the  Rochester,  N.  Y.,  Traffic  Council,  to  the 
number  of  115,  were  the  guests  of  the  Traffic  Club  of  Syracuse 
in  the  latter  city,  September  22.  The  visitors  were  supplied 
with  special  trains  by  the  Rochester  &  Syracuse  Electric  Rail- 
road. An  automobile  trip  about  the  city,  in  which  the  various 
industries  were  visited,  was  followed  by  a  dinner  at  which,  in 
addition  to  the  members  of  the  two  organizations,  over  50  rail- 
road executives  were  present. 


At  the  October  meeting  of  the  Traffic  Club  of  Baltimore,  held 
at  the  Hotel  Rennert,  October  4,  General  Charles  D.  Gaither, 
Baltimore's  commissioner  of  police,  spoke  on  "Our  Police." 
Plans  are  being  laid  for  an  extensive  campaign  to  secure  new 
members  for  the  club. 


The  Traffic  Club  of  Pittsburgh  will  hold  its  annual  golf 
tournament  on  the  Pittsburgh  Field  Gold  Club  Links,  at  Aspin- 
wall,  Pa.,  October  10.  .Besides  several  regular  golf  events  there 
will  be  a  driving  contest.  A.  J.  Wyant  is  chairman  of  the  com- 
mittee in  charge  of  the  arrangements. 

E.  S.  Gregg,  chief  of  the  transportation  division.  U.  S. 
Bureau  of  Foreign  and  Domestic  Commerce,  Washington,  D.  C., 
will  speak  on  "Harmonizing  Shipping  Interests,"  at  the  Oc- 
tober meeting  of  the  Traffic  Club  of  New  England,  which  will 
be  held  at  the  Boston  City  Club,  October  14.  Jesse  W.  Clark, 
of  the  S.  D.  Warren  Paper  Company,  will  explain  the  process 
of  paper  making,  with  the  aid  of  motion  pictures. 

Secretary  of  War  John  W.  Weeks  will  speak  at  the  annual 
banquet  of  the  Indianapolis  Traffic  Club,  which  will  take  place 
at  the  Claypool  Hotel,  October  29.  Senator  Harry  S.  New  of 
Indiana  will  accompany  Secretary  Weeks  and  will  also  speak, 
W.  H.  Coltharp  is  general  chairman  in  charge  of  the  arrange- 
ments. 


DRY  GOODS  TRAFFIC  MEN  MEET 

The  Traffic   World   Washington  Bureau 

The  Traffic  Group  of  the  National  Retail  Dry  Goods  Associa- 
tion held  it  annual  meeting  in  Washington  October  6  and  7.  The 
members,  traffic  managers  for  large  department  stores,  discussed 
questions  arising  in  their  course  of  business  every  day,  and 
especially  the  keeping  of  records  to  enable  the  houses  for  which 
they  work  to  check  their  invoices  against  the  freight  bills  and 
to  enable  their  employers  to  present  claims  to  common  carriers 


n.'i..l..-r  s,   lie1! 


IHlv     TRAFFIC     WORLD 


717 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic    and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitetield   Sammi. 


Phone  Main  2210 


417  SOUTHERN  BUILDING 


Pacific — Caribbean — 
Gulf  Line 

(Swayn.  and  Hoyt,  Inc.,  Owner*) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
'GALVESTON 

and 

Los  Angeles  Harbor,  San  Francisco, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ELDORADO,  Sailing  from  New  Orleans  about  October  5th 
S.S.  ALVARADO,  Sailing  from  New  Orleans  about  November  10th 
S.S.    IRIS,  Sailing  from  New  Orleans  early  December 
*  When  inducements  offer. 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application. 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Broad  Street       430  Saniome  Street 

GaUeston,  Texaa      Texas  City        New  York  City        San  Francisco,  Calif. 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port, 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company.  Inc. 

Forwarding  Agents 
LAREDO     .     .     .     TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  u*  for  full  particular*  and  request 
a  copy  of  our  »hipping  Instruction*. 


"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 

AND 

Los  Angeles  (Wilmington),  San  Francisco 
Portland  and  Seattle 

Through    Bills  of  Lading  issued  to  San   Diego,  Oakland, 

Stockton  and  Sacramento,   Cal.,  Astoria,   Ore.,   Tacoma, 

Wash.,  Puget  Sound,  Hawaiian  and  Far  East  Points 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
11  Water  St.,  New  York 

Telephone,  Bowling  Green.  7394 


Baltimore,  Md. 
Keyser  Building 


Philadelphia,  Pa. 
Drexel  Building- 


Pittsburgh,  Pa. 
Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 
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that  wiJl  be  disposed  of  in  the  shortest  time  because  of  their 
completeness.  The  officers  and  members  of  the  board  of  man- 
agers of  the  association  are:  Chairman,  A.  C.  Albee,  Philadelphia; 
vice-chairman,  S.  L.  King,  Pittsburgh;  secretary,  B.  H.  Blakeslee, 
New  York;  J.  E.  Shay,  Boston;  E.  A.  McElroy,  Boston;  Miss  M. 
A.  Eyers,  Newark,  N.  J.  and  W.  F.  Friel,  Washington,  D.  C. 

Addresses  were  made  on  The  Traffic  Department — the  Serv- 
ice It  Can  Render  and  How  to  Measure  Up  To  It,"  by  Mr.  Albee; 
"The  Right  Way  Plan  for  Express  Shipments,"  by  J.  H.  Butler, 
manager  of  the  loss  and  damage  department  of  the  American 
Railway  Express  Company;  "The  Interstate  Commerce  Commis- 
sion," by  Interstate  Commerce  Commissioner  Cox;  "Building  Up 
the  Freight  Service,"  by  M.  J.  Gormley,  chairman  of  the  car  serv- 
ice division  of  the  American  Railway  Association;  "What  the 
Association  Expects  of  the  Traffic  Group,"  by  Lew  Hahn,  manag- 
ing director  of  the  association;  "Proposed  Changes  in  Demurrage 
Rates  from  the  Retail  Standpoint,"  by  C.  H.  Seaman,  Pittsburgh; 
and  "What  Is  Happening  on  the  Hill,"  by  Harold  R.  Young,  Wash- 
ington secretary  of  the  Association. 


REPEAL  OF  13  AND  15A 

The  Traffic  World   Washington  Bureau 

A  move  to  get  rid  of  section  15a  and  all  the  Commission 
has  done  under  it  will  probably  be  made  by  the  live  stock  in- 
terests, which  recently  obtained  an  advisory  report  against  the 
live  stock  rates  of  the  western  carriers.  Samuel  H.  Cowan,  who 
was  attorney  for  the  live  stock  people  in  that  case,  talked  with 
Senator  Cummins  while  he  was  in  the  city  the  early  part  of 
this  week  with  a  view  to  having  the  Senate  committee  on  inter- 
state commerce  hold  hearings  on  the  Capper  bill,  which  pro- 
poses the  repeal  of  that  section,  without  substituting  anything 
for  it. 

While  he  was  here  Mr.  Cowan  also  drew  up  a  petition  ask- 
ing the  Commission  to  rehear  and  reverse  Ex  Parte  No.  74, 
chiefly  on  the  ground  that  experience  had  shown  the  rates 
initiated  and  established  as  a  result  of  that  hearing  had  not 
yielded  six  per  cent  on  the  value  of  the  property  devoted  to 
transportation  service,  but,  on  the  contrary,  apparently,  had  so 
restricted  traffic  that  the  return  was  smaller  than  would  have 
been  the.  fact  had  the  volume  of  traffic  immediately  preceding 
the  effective  date  of  the  rates  permitted  continued  at  the  old 
rates;  also  on  the  ground  that  conditions  had  changed  so  much 
in  a  year  that  the  rates  are  higher  than  the  traffic  will  bear. 

The  petition  for  rehearing,  however,  has  not  been  filed.  It 
will  not  be  until  after  Mr.  Cowan  has  had  consultation  with 
some  of  the  leaders  among  the  live  stock  men  whom  he  expects 
to  meet  next  week.  The  movement  for  asking  for  a  rehearing 
was  not  so  definite  at  the  time  this  was  written  that  it  was 
a  certainty  that  it  would  be  filed  regardless  of  views  at  the 
capital  about  the  possibility  of  legislation  repealing  the  section 
and  ahead  of  a  decision  by  the  Supreme  Court  of  the  United 
States. 

The  first  thought  with  regard  to  a  hearing  on  the  Copper 
bill  to  repeal  section  15a  was  that  the  hearing  might  be  held, 
if  the  committee  agreed,  near  the  end  of  the  week  beginning 
October  9.  That  idea,  however,  was  abandoned  when  it  was 
recalled  that  the  National  Association  of  Railway  and  Public 
Utility  Commissioners  would  be  holding  its  annual  meeting  at 
Atlanta  that  week. 

While  the  state  commissioners  have  no  direct  interest  in 
section  15a,  the  linking,  by  the  Commission,  of  that  section 
with  amended  section  13  gives  the  state  commissioners  an  in- 
direct interest  in  the  rate-making  section,  hence  those  with 
whom  Cowan  advised  thought  it  better  not  to  ask  for  a  hearing 
that  week  on  the  Capper  bill  merely  repealing  section  15a. 

If  and  when  held,  the  hearing  will  probably  be  on  the  Cap- 
per bill  repealing  not  only  section  15a  but  that  part  of  section 
13  under  which  the  Commission  has  acted  in  the  elimination 
of  state-made  rates.  The  bill  repealing  15a  alone  is  S 1851, 
introduced  May  20.  Prior  to  that  day  Capper  introduced  a  much 
broader  bill  (S1150),  changing  sections  3,  6,  13  and  15a  so  as 
to  make  it  certain  the  Commission  would  have  no  reason  for 
making  any  orders,  the  effect  of  which  would  be  to  extend  the 
scope  of  the  Shreveport  case  principle. 

Senator  Cummins,  in  his  recent  statement  to  The  Traffic 
World,  showed  that  he  is  now  of  the  opinion  that  the  Commis- 
sion's linking  together  of  sections  13  and  15a  is  without  war- 
rant. Therefore,  if  he  advised  his  colleagues  of  the  interstate 
commerce  committee  or  the  live  stock  men,  he  probably  would 
advise  them  to  ask  for  hearings  on  the  Capper  bill  (S1150), 
which,  according  to  the  senator's  summary  of  its  provisions,  is 
intended  to  deprive  the  Commission  of  the  power  over  intra- 
state  rates  it  has  assumed  as  necessary  to  carry  out  the  provi- 
sions of  sections  13  and  15a,  and  specifically  restore  to  the 
states  the  power  they  assert  the  Commission,  without  due  war- 
rant, assumed  to  take  from  them. 

Repeal  of  the  rate-making  section  would  not  have  the  effect 
of  depriving  the  orders  issued  by  the  Commission,  in  Its  ad- 
ministration of  amended  section  13  and  section  15a,  of  their 
vigor.  No  such  retroactive  effect  could  be  given  to  the  orders, 
although,  for  purpose  of  construction  of  the  rate-making  sec- 
tions of  the  interstate  commerce  law,  the  courts  have  to  treat 


the  orders  of  the  Commission  as  if  they  were  parts  of  the 
statute. 

Affirmative  action  by  the  Commission  would  be  required 
to  get  rid  of  the  orders  under  sections  13  and  15a  to  which  the 
state  commissions  and  some  of  the  shippers  of  the  country  have 
objected,  as  being  either  unwarranted,  or  unwise,  or  both. 

That  there  is  likely  to  be  cooperation  in  this  matter  be- 
tween the  objecting  shippers  and  the  state  commissions  may  be 
inferred  from  the  fact  that,  before  Mr.  Cowan's  proposed  consul- 
tation with  live  stock  men,  he  talked  with  John  E.  Benton,  Wash- 
ington representative  of  the  state  commissioners,  about  the 
hearing  on  the  Capper  bill  or  bills  so  as  to  avoid  any  move  by 
the  live  stock  shippers  which  would  make  it  inconvenient  for 
the  state  commissioners  who  might  be  expected  to  support  a 
move  of  that  kind.  Practically  all  state  commissioners  are 
expected  to  support  the  move  for  repeal  of  that  part  of  section 
13  that  gives  the  power  to  the  national  regulating  body  to  do 
what  it  has  done  to  state-made  rates,  in  execution,  it  claims, 
of  the  power  granted  it  in  section  15a.  The  state  commissioners 
who  might  not  give  their  support  to  the  repealing  bill  or  bills, 
it  is  believed,  would  not  oppose  it  or  them. 


EMPLOYES  TO  GET  N.  Y.  C.  STOCK 

The  New  York  Central,  in  a  letter  signed  by  President  A.  H. 
Smith,  announces  that  it  has  put  into  effect  a  plan  whereby  its 
employes  may  become  stockholders  in  the  railroad  corporation. 
Thp  plan  prnvirtog  fnr  the  mjrchasing  of  the  qtnnk  in  thg  nppn 
market.  f,n  hp  r-"'^  f?v  hf  tVm  pmpfnyou  jn  mrmthly  instalments 


covering  a  period  of  two_y.earsi».  The  purchase  of  stock  is  en- 
lirely  voluntary  and  the.  company  lias  made  provisions  for  de/ 
dunting  payment  frnm  the  payrolls  each  month,  the  e 

being  credited  with  the  dividends  on  the  stock  and  charged 

(i  per  cent  interest  on  deferred  interest     The  letter  said,  in  part: 

The  New  York  Central  R.  R.  Co.,  by  resolution  of  its  board  of 
directors,  has  approved  a  plan  under  which  there  is  extended  to  its 
employes  the  opportunity  to  purchase  shares  of  its  capital  stock 
through  the  company,  paying  therefor  in  monthly  installments,  the 
company  arranging  for  the  funds  required  to  purchase  and  carry  the 
stock. 

The  purpose  of  the  company  in  establishing  this  plan  is  to  pro- 
vide a  convenient  means  by  which  an  employe  may.  if  he  so  desires, 
through  investment  of  a  part  of  his  ea,rnings,  become  a  stockholder  in 
the  company.  The  company  desires  it  to  be  clearly  understood,  how- 
ever, that  whether  or  not  an  employe  chooses  to  become  a  stork- 
holder,  his  status  as  an  employe  will  not  be  affected  in  any  manner. 
Inasmuch  as  all  stock  issued  is  in  the  hands  of  the  public*,  the  com- 
pany itself  has  none  for  sale,  and  will  arrange  for  the  purchase  of 
stock  ordered  under  the  plan  in  the  open  market. 

The  par  value  of  the  company's  stock  is  $100  per  share,  and  the 
present  annual  rate  of  dividend  is  $5  per  share.  No  representation  or 
guaranty  is  made  as  to  future  market  price  or  dividend  policy. 


MINOR  BOARD  DECISIONS  FAVOR  PENNSYLVANIA 
Five  minor  decisions  were  issued  by  the  Labor  Board,  Octo- 
ber 7,  each  one  of  which  favored  the  Pennsylvania  System. 
Three  decisions  covered  requests  for  reinstatement  by  discharged 
employes  and  the  others  claims  for  pay  for  lost  time  amounting 
to  five  and  six  days,  respectively.  No  reason  was  given  for 
issuing  these  decisions  simultaneously,  but  it  was  thought  that 
the  board  wanted  the  public  to  know  that,  in  spite  of  the  attacks 
recently  made  on  it  by  the  Pennsylvania,  it  intended  to  treat 
that  road  fairly. 


COMMISSION   ORDERS 

The  Asherton  &  Gulf  Railway,  El  Paso  &  Northeastern  Rail- 
road, El  Paso  &  Southwestern  Railroad  Company  of  Texas, 
Pecos  Valley  Southern  Railway,  Roscoe,  Snyder  &  Pacific  Rail- 
way and  San  Benito  &  Rio  Grande  Valley  Railway,  who  sought 
to  intervene  in  No.  13072,  In  the  matter  of  a  regulation  pre- 
scribed by  the  Railroad  Commission  of  Texas  requiring  carriers 
to  slat  stock  cars  for  transportation  of  watermelons  in  Texas, 
have  been  made  parties  to  the  proceeding. 

The  Traffic  Bureau,  Phoenix  Chamber  of  Commerce,  has 
been  permitted  to  intervene  in  No.  12992,  W.  J.  Corbett  Hard- 
ware Co.  et  al.  vs.  Director-General. 

The  Hannibal  Milling  Co.  has  been  permitted  to  intervene 
in  No.  12965,  Merchants'  Exchange  of  St.  Louis,  Mo.,  et  al.  vs. 
Aberdeen  &  Rockfish  et  al. 

The  William  E.  Dee  Clay  Mfg.  Co.  has  been  permitted  to 
intervene  in  No.  13034,  Chicago  Fire  Brick  Co.  vs.  B.  &  O.  et  al. 

The  Texas  Cotton  Seed  Crushers'  Association  has  been  per- 
mitted to  intervene  in  No.  12905,  the  Larrowe  Milling  Co.  vs. 
A.  T.  &  S.  F.  et  al. 

The  complaint  in  No.  13014,  Mitchell  Lime  Co.  vs.  A.  C.  &  Y. 
et  al.,  has  been  amended  by  substituting  the  Lehigh  Lime  Com- 
pany as  complainant  in  place  of  the  Mitohell  Lime  Company. 
'The  petition  of  the  C.  C.  C.  &  St.  L.  Ry.,  defendant  in  No. 
11639,  Gillespie  Coal  Co.  vs.  Illinois  Traction  System  et  al.,  for 
reconsideration  of  the  record,  modification  and  postponement  of 
the  effective  date  of  the  order  entered  in  that  case  has  been 
denied.  The  report,  however,  has  been  amended  by  eliminating 
the  period  at  the  end  of  the  ninth  line  on  page  337  and  adding 
the  words  "in  Michigan." 
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NOSA  LINE 


Monthly  Sailing!  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1 «  Queen  &  Crescent  Bldg..  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  M«  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne>v  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


Pacific  Mail  Steamship  Co. 

Under  American  F/af  PASSENGERS  AND  FREIGHT  E.fai/r./irJ  IS48 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  in 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 

5.  5.  Venezuela  sails  from  San  Francisco  October  29th 
5.  S.  Ecuador  nails  from  Baltimore  October  17th 

PANAMA  SERVICE 

San  Francisco  to  Mexico*  Central  America  and  Canal  Zon* 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

"The  Sun. /ime  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1 , 1 00- ton  displacement,  l7}^-knot,  steamers  S.  S. 
Hoosier  State  (October  12th):  S.S.  Col  Jen  State  (Novem- 
ber 5th);  S.  S.  Hoosier  State  (December  17th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamers  S.  S. 
Wolverine  State  (October  15th);  S.S.  Granite  State  (No- 
vember 15th).  ^^__^_ 

Throufh  billi  of  lading  limed  to  and  from  point*  beyond  portm  ol  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
Genera/  Passenger  and  Ticket  office:  621  Market  St.,  San  Francimco 

General  Office*:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.      400  Exchange  Place,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 


American -Hawaiian  5.  5.  Co. 

INTERCOASTAL   SERVICE 

Between   New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma. 

Boston 


8.8.  PANAMAN     

S.8.  TEXAN     Oct.  15 

8.8.  KENTUCKIAN     

8.8.  DAKOTAN    Oct.  2» 


Phila. 
Oct.     g 


New  York 
Oct.  It 
Oct.  20 
Oct.  22  Oct.  27 
Nov.  3 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and   Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports. 


EUROPEAN  SERVICE 

U.  8.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom   and   Continent — Direct    Fort- 
nightly Sailings 


Joint  Services  with 
Hamburg- American  Line 

To  Hamburg 
NEW  YORK  TO  HAMBURG 

8.8.  'MOUNT    CLINTON    Oct.  13 

S.S.  MYSTIC     Oct.  15 

S.S.IPSWICH    ...Oct.  22 

8.8.   'MOUNT  CLAY Oct.  27 

8.8.  AMERICAN   Oct.  2» 

•Carries  third-class   passengers. 
LOADING  PIER  86,  NORTH  RIVER 

PHILADELPHIA   TO   HAMBURG  AND  BREMEN 

8.8.  CALLISTO    (Hamburg   only,   via    Baltimore) Oct.  18 

8.8.  SUDBURY    (via    Baltimore   and   Norfolk) Nov.  18 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.  CLARKSBURG    (via   Baltimore  and   Norfolk) NOT.     1 

S.S.  DEUTSCHFELD  (Hamburg  only — via  Baltimore) ..  .Nov.  29 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  DEUTSCHFELD    (via   Norfolk) Oct.     8 

8.8.  CALLISTO    (via    Norfolk) Oct.  26 

S.S.CLARKSBURG    (via    Norfolk) Nov.lt 

S.S.  SUDBURY    (via    Norfolk) Nov.  24 

NORFOLK  AND  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

S.S.  DEUTSCHFELD    Oct.  12 

S.S.  CALLISTO     Oct.  2» 

S.S.  CLARKSBURG     Nov.  12 

S.S.  SUDBURY    Nov.  26 

NEW  ORLEANS  TO  HAMBURG 

8.8.  HAVELLAND     1st  half  October 

S.S.  SACHSENWALD     2nd  half  October 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swettenham,    Singapore,    Batavia, 
Samarang,   Soerabaya 

S.S.  CLEARWATER    Oct.  25 

Loading  Pier  21,  Pouch  Terminal,  Clifton,  8.  L 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT.  LEVANT,  RED  SEA  PORTS 

8.8.  CLEARWATER    Oct.  25 

Loading  Pier  21,  Pouch  Terminal.  Clifton.  8.  I. 


General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1020 

WESTERN   FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  48*1 

BRANCH  OFFICES 

HI  Central  Street,  Boston  Phone  Fort  Hill  3084 

Bourse  Bldg.,  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dlraond  &  Co.,  310  Sansome  St.,  San  Francisco 


720 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  ID 


RAILROAD  CONSOLIDATION 

The  Traffic   World   Washington  Bureau 

Publication  of  the  Commission's  tentative  plan  for  the  con- 
solidation of  the  railroads  into  a  limited  number  of  systems  has 
the  effect  of  showing  financiers  who  may  be  contemplating  con- 
solidations how  far  and  in  what  direction  they  may  proceed. 
While  the  report  is  not  yet  the  report  of  the  Commission,  it  is 
of  such  weight  that,  unless  those  contemplating  consolidations 
can  show  good  reasons  why  the  plan  should  not  be  adopted, 
it  is  likely  to  become  the  rule  to  be  followed  if  and  when  con- 
solidations are  made. 

It  is  a  certainty  that  the  tentative  plan  will  be  the  Com- 
mission's guide,  until  it  has  agreed  on  a  permanent  plan,  in 
passing  on  an  application  by  one  road  to  buy  or  lease  another. 
Because  it  can  have  no  other,  the  tentative  plan  must  be  its 
guide  until  those  interested  have  shown  compelling  reasons  why 
the  combination  to  make  up  a  given  system  should  be  something 
other  than  that  suggested. 

Consolidations  of  less  than  the  whole  number  of  roads  in 
a  system,  it  is  believed,  will  have  to  be  approved,  unless  it  can 
be  shown  by  protestants  that  the  purpose  of  those  asking  for 
permission  to  bring  two  or  more  roads  together  is  to  make  a 
combination  that  will  work  to  the  detriment  of  roads  not  taken 
in.  The  possibility  of  such  partial  consolidations  has  been  ad- 
mitted. It  has  been  recognized  that  it  would  be  possible  for  two 
comparatively  strong  roads,  included  in  the  Commission's  tenta- 
tive plan,  to  ask  for  permission  to  join  forces,  without  thought 
of  what  the  effect  would  be  on  those  not  taken  into  the  combina- 
tion. That,  however,  is  a  phase  of  the  matter  that  the  Com- 
mission, it  is  believed,  will  bear  in  mind  if  and  when  applica- 
tions for  permission  to  consolidate  may  be  made. 

It   is   considered   doubtful   whether  financiers   will   be   in   a 
hurry    with  plans  to  make  consolidations  on  the  plan  proposed 
by  the  Commission.    On  the  surface,  the  Commission's  plan  shows. 
no  great  profit  to  be  made  by  any  of  th$  e-iristing  mads  hv  tak.- 
ing  in  "the  "weak  sisters,  or  even  the  comparatively  strong  ones. 

Another  deterrent,  it  is  believed,  will  be  the  provision  of 
the  law  that  gives  the  Commission  absolute  control  over  the 
terms  on  which  consolidations  may  "be  undertaken.  Undgj;- 
wfiters  _and_financiers  have  always  been  suspected_by_the_Con> 
ij7ssinri_nf_asking'Tqn  miict)_  for  the  jjeryices^hey  per  form.  TIL 
CjQnnTctiqn  wi'H;  the  jgmgo.lijlationjjr'  rpads.  orjn__tne_  reorganize 
tiofT  or  ong"  Q£  more.  The  recenF  Western  Pacific  and"  Denver 
&  Rio  Grand  deal  Is  a  reorganization  in  point.  The  commis- 
sioners disagreed  radically  among  themselves  in  an  effort  to 
come  to  a  conclusion  as  to  whether  they  should  or  should  not 
approve  what  had  been  done.  Financiers,  as  a  rule,  believe 
their  services  are  worth  more  than  public  officials  are  inclined 
to  admit.  That  being  so,  moves  for  the  consolidation  of  rail- 
roads, it  is  believed,  will  not  be  made  as  long  as  financiers  can 
find  employment  for  their  time  and  the  money  entrusted  to  their 
care  in  other  enterprises.  In  that  way,  it  is  believed,  the  first 
step  toward  the  formulation  of  a  plan  for  consolidating  the  rail- 
roads will  be  an  agency  for  slowing  up  instead  of  promoting 
moves  of  that  kind. 


The  theory  of  Congress,  in  enactin£_lh.e  legislation,  was 
consolidation  was  desirable.  Therefore,  it  said  that  the  Com- 
mission might  authorize  consolidations,  on  terms  prescribed  by 
it,  notwithstanding  the  anti-trust  laws  forbidding  certain  kinds 
of  consolidations.  Having  done  that,  Congress  directed  the  Com- 
mission to  prepare  a  plan  for  consolidation  of  all  the  railroads 
into  a  limited  number  of  systems,  which  plan  should  be  followed, 
if  and  when  owners  desired  to  merge  their  properties. 

Arrangements  probably  will  be  made  by  the  Commission  at 
one  of  the  conferences  to  be  held  soon  for  hearings  on  the  tenta- 
tive consolidation  plan  promulgated  the  last  week  of  September. 
No  such  arrangement  had  been  made  when  the  plan  was  put  out 
for  consideration.  In  formal  docket  cases  the  Commission  can 
learn  from  the  attorneys  when  they  will  be  ready  to  submit 
the  facts  on  which  they  will  rely  as  proving  them  to  be  entitled 
to  the  relief  for  which  they  have  asked.  But  there  are  no  attor- 
neys as  yet  in  consolidation  cases,  because  there  are  no  such 
cases;  hence  there  is  no  information  of  that  kind  upon  which 
the  Commission  could  act. 

It  is  suspected  that  the  financial  men  of  the  companies,  the 
tentative  plans  of  which  do  not  correspond  with  the  plan  of 
the  Commission,  soon  will  make  it  known  that  they  would  like 
to  be  heard  in  opposition  to  what  the  Commission  has  proposed. 
For  instance,  the  Northern  Pacific  and  the  Great  Northern,  own- 
ing, as  they  do,  the  Burlington,  it  is  suspected,  will  not  assent  to 
the  plan  which  deprives  them  of  the  Burlington,  unless,  of  course, 
it  could  be  shown  that  tying  the  Milwaukee  and  the  Northern 
Pacific  into  one  bundle  would  be  of  benefit  to  both. 

As  yet,  however,  it  Is  understood,  everything  pertaining  to 
the  subject  is  nebulous.  In  other  words,  there  are  no  defined 
issues,  although  it  might  be  inferred  that  proposed  disruptions, 
such  as  the  one  mentioned,  would  be  the  foundation  for  sharp 
issues. 

The  whole  subject  of  Commission  control  of  the  financial 
operations  of  the  carrier  companies  is  so  new  that,  aside  from 
a  few  men  in  the  Commission,  it  1s  an  unknown  land.  Control 


over  the  issuance  of  securities  was  given  in  the  transportation 
act,  which  also  directed  the  formulation  of  plans  to  be  observed 
if  and  when  any  of  the  companies  should  desire  to  consolidate. 

While  the  plan  of  the  Commission  is  only  tentative,  and  there 
has  been  no  prejudgment  on  any  of  the  questions,  it  is  realized 
by  those  who  have  charge  of  finances  of  railroads  that  it  will 
necessarily  be  the  only  guide  for  the  Commission  in  disposing 
of  applications  by  companies  for  permission  to  change  the  titles 
by.  which  parent  companies  now  hold  their  subsidiaries,  or  in- 
terest in  a  subsidiary.  For  illustration,  if  the  Louisville  &  Nash- 
ville desired  to  transfer  its  interest  in  the  Monon  to  the  Erie 
and  thereby  confirm  Professor  Ripley's  assertion  that  the  Monon 
seems  to  be  of  little  value  to  the  L.  &  N.,  it  would  have  to 
obtain  the  consent  of  the  Commission.  Under  the  tentative  plan, 
the  Monon  is  assigned  to  the  Baltimore  &  Ohio.  Unless  the 
Commission  assented  to  such  a  transfer  it  could  not  be  made, 
and  if  assent  were  given  the  tentative  plan  would  be  modified 
to  that  extent.  It  is  believed  the  inclination  of  the  Commission 
would  be  to  hold  up  such  applications  until  it  had  adopted  a 
permanent  scheme  of  consolidation. 

In  other  days  the  Baltimore  &  Ohio  and  the  Monon  were 
closely  associated,  the  co-operation  or  association  giving  the  B. 
&  O.  a  Cincinnati  Chicago  route  something  less  than  the  distance 
around  Robin  Hood's  barn.  Now,  however,  the  B.  &  O.,  by  rea- 
son of  the  inclusion  of  the  old  Cincinnati,  Hamilton  &  Dayton 
and  the  proposed  re-inclusion  of  the  C.  I.  &  W.  in  that  system, 
would  have  no  reason  for  desiring  the  Monon,  while  the  Erie 
might  have  use  for  the  interest  which  Professor  Ripley  said 
seemed  of  little  value  to  the  Louisville  &  Nashville. 

One  of  the  suggestions  that  has  been  made  concerning  the 
tentative  report  is  that  it  narrows  the  market  in  which  the  com- 
panies can  operate  for  disposing  of  parts  of  their  property. 
That  is  to  say,  the  inclusion  of  the  Monon  in  the  proposed  B.  & 
O.  system  operates  to  limit  the  Louisville  &  Nashville's  market 
for  the  interest  it  has  in  that  property,  by  excluding  the  Erie, 
which  is  the  only  other  trunk  line  that,  obviously,  might  be 
interested  in  acquiring  the  L.  &  N.  interest  in  the  Monon.  By  the 
same  sign,  the  Southern  market  for  its  interets  in  the  Monon 
is  similarly  circumscribed. 

Circumscribing  the  market  in  which  the  owner  of  property 
may  sell  is  not  an  entirely  new  thing  in  American  law.  Con- 
gress had  enacted  a  zoning  law  for  the  city  of  Washington  which 
limits  the  market  in  which  an  owner  may  sell  real  estate.  That 
is  to  say,  the  statute  limits  the  use  to  which  the  owner  of  a 
piece  of  real  estate  may  put  it,  so  that  certain  parts  of  the  city 
are  set  aside  for  residential  purposes,  certain  for  light  commer- 
cial operations,  certain  for  commercial  and  light  manufacturing, 
while  other  parts  are  limited  to  manufacturing.  The  constitu- 
tionality of  the  regulations  made  under  that  statute  have  been 
attacked  by  owners  of  residences  who  desire  to  sell  them  for 
commercial  purposes.  In  the  same  way,  the  owners  of  resi- 
dences in  zones  that  have  been  designated  for  commercial  pur- 
poses have  questioned  the  right  of  Congress  to  say  that  property 
in  such  zones  may  be  used  for  commercial  purposes  when  cove- 
nants running  with  the  land  say  that  the  real  estate  may  be  used 
only  for  residence  purposes. 

Limitations  on  height  and  air  spaces,  it  is  generally  admitted, 
are  proper  as  sanitary  regulations.  But  the  limitation  of  markets 
in  which  a  railroad  company  may  sell  its  property,  it  is  sub- 
mitted, is  not  a  limitation  set  for  the  conservation  of  health. 

Whether  questions  as  to  the  right  of  Congress  to  restrict  the 
market  in  which  a  railroad  may  sell  its  property,  or  part  of  it, 
will  be  raised  in  the  hearings  which  the  Commission  will  hold,  is 
something  on  which  there  are  no  definite  indications  now. 

One  of  the  points  that  has  been  made  in  connection  with 
the  matter  is  that  consolidation  will  bring  nothing  in  the  way 
of  public  service  that  cannot  be  commanded  by  the  Commission 
even  without  consolidation.  It  is  suggested  that  if  the  Commis- 
sion deemed  the  public  interets  to  require  it,  an  order  might  be 
put  forth  requiring  the  Monon  to  allow  the  Baltimore  &  Ohio 
to  use  its  rails  or  facilities.  Of  course,  that  power  could  not  be 
exercised  except  to  meet  an  emergency.  If  there  is  no  emer- 
gency, it  is  argued,  there  is  no  reason  why  the  Baltimore  &  Ohio 
should  be  required  to  establish  a  shorter  route  between  Cincin- 
nati and  Chicago  than  is  now  afforded  by  the  old  C.  H.  &  D. 
route  and  the  B.  &  O.  beyond  the  junction  of  the  C.  H.  &  D. 

Another  point  Is  that  if  the  JhmtimiHaion  la  of  the  opinion 
that  a  really  prosperous  line  should  acquire  a  weak  sister,  it 
can  persuade  the  strong  line  to  move  in  that  direction _by  pre- 
scribing divisions  out  of  joint  rates  which  would  make  the  pros- 
perous  line  yearn  for  the  ownership  of  the  weaker  line,  an  .a 
method-Jo  r  saving  mnnpj  The  Detroit,  Toledo  &  Ironton,  which 
has  been  exceedingly  prosperous  since  the  Ford  tonnage  was 
turned  over  to  it,  could  be  forced  on  the  New  York  Central,  the 
Erie,  the  Pennsylvania  or  any  one  of  three  or  four  other  lines 
by  that  method. 

All  the  foregoing,  about  the  existing  powers  of  the  Com- 
mission, is  intended  merely  to  convey  the  idea  that  consolidation 
is  not  essential  as  a  condition  precedent  to  the  public's  obtaining 
the  services  it  may  think  desirable  or  absolutely  necessary.  The 
Commission,  under  the  car  service  rules  and  the  right  to  pre- 
scribe divisions,  holds  a  club  over  the  heads  of  the  railroads  that 
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LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co.,  k^'iUcky' 


FOREIGN 

DO  YOU  EXPORT? 


TRADE 

DO  YOU  IMPORT  ? 


If  so,  let  u*  figure  yourl  aid-down  cost.     If  not,  let  u»  tell  you  how 
easy  and  desirable  it  Is  to  get  into  foreign  markets 


Pnm  .     A-  C.  SHERRARD,  Manager 

company,  s.«mihip  A8«nn,  cmtomi  M**,  Forwirdini 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 
Agents  Throughout  the  World.  Phone  Harrison  1048 


Af«m, 


New  York       Boston       Philadelphia        Baltimore        New  Orleana        Seattle       San  Francisco 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 
upon  application.     Correspondence  solicited. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


North  China 
Line 


(Columbia  Pacific  Shipping  Company) 

tf  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,    Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 
Vessels  also  call  at  Yokohama  and  Kobe 

Sailing*  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flag  A-l  Steel  Steamera) 

SS  "WEST  KEATS"  October  10 

SS  -WEST  N1VARIA"  October  81 

SS  "VINITA"  November  21 

SS  "WEST  KADER"  December  12 

Transhipment  at  Shanghai   to   American    River   steamers   for 

Nanking,    Pukow.    Hankow    and    other    open 

Yangtse   River   ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 
Sudden  &  Christenson 

General  Eastern  Agent* 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Offices 
Board  of  Trade  Building.  Portland.  Oregon 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  GAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and     Steamship 
Docks — Members  American  Chain  of  Warehouses— Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehouse  men's  Association  and  American  Chain  of  Warehousei 

B.  R.  &  P.  WAREHOUSE,  Inc. 

EL  PASO, TEXAS 

GENERAL  STORAGE  DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO..  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Cspital 
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•    Tan-  be  used  (jj  muterr  them  tlu  almost   an> thing  thiU  may  be  fle^ 
sired. 

In  recent  years  the  courts  have  sustained  the  Commission 
in  about  everything  it  has  deemed  necessary  or  desirable  for  it 
to  do.  There  is  no  reason  to  believe  they  would  not  sustain  it 
it'  it  prescribed  divisions  for  a  weak  line  so  large  that  its  pros- 
persous  neighbor  would  desire  it.  On  the  other  hand,  the  tenta- 
tive plan  does  not  obviously  show  profit  for  those  who,  by  impli- 
cation, are  invited  to  consolidate  and  merge  railroad  properties. 
The  Commission  has  full  control  over  all  the  details  of  each 
consolidation.  If  any  financiers  worked  out  a  consolidation  that 
would  give  them  a  profit  of  one  or  two  per  cent  on  $100,000,000. 
it  is  doubtful  whether  the  Commission  would  approve  it.  Its  re- 
ports on  the  operations  of  financial  agencies  have  indicated 
plainly  that  it  considered  their  fees  for  what  they  have  done  as 
out  of  proportion  to  their  value. 


POSITION  WITH  MORE  THAN  ONE  ROAD 

The  Traffic   World   Washington  Bureau 

W.  Averell  Harriman,  son  of  E.  H.  Harriman,  has  filed  an 
application  with  the  Commission,  under  paragraph  12  of  section 
20-a,  of  the  interstate  commerce  act,  asking  authority  to  hold 
the  position  of  director  on  the  B.  &  0.  and  Illinois  Central,  while 
being  at  the  same  time  a  director  or  officer  of  any  of  the  com- 
panies comprising  the  Union  Pacific  system.  Mr.  Harriman  said 
that  no  public  or  private  interest  would  be  adversely  affected 
by  his  holding  the  positions  in  the  several  companies. 

The  paragraph  of  the  law  under  which  the  application  was 
filed  is  as  follows: 

After  Dec.  31,  1921,  it  shall  be  unlawful  for  any  person  to  hold  the 
position  of  officer  or  director  of  more  than  one  carrier,  unless  such 
holding  shall  have  been  authorized  by  order  of  the  Commission,  upon 
due  showing,  in  form  and  manner  prescribed  by  the  Commission,  that 
neither  public  nor  private  interests  will  be  adversely  affected  thereby. 
After  this  section  takes  effect  it  shall  be  unlawful  for  any  officer  or 
director  of  any  carrier  to  receive  for  his  own  benefit,  directly  or  in- 
directly, any  money  or  thing  of  value  in  respect  of  the  negotiation, 
hypothecation,  or  sale  of  any  securities  issued  or  to  be  issued  by  such 
carrier,  or  to  share  in  any  of  the  proceeds  thereof,  or  to  participate 
in  the  making  or  paying  of  any  dividends  of  an  operating  carrier  from 
any  funds  properly  included  in  capital  account.  Any  violation  of 
these  provisions  shall  be  a  misdemeanor,  and  on  conviction  in  any 
United  States  court  having  jurisdiction,  shall  be  punished  by  a  fine 
of  not  less  than  $1,000  nor  more  than  $10.000,  or  by  imprisonment  for 
not  less  than  one  year,  nor  more  than  three  years,  or  by  both  such 
fine  and  imprisonment,  in  the  discretion  of  the  court. 

It  is  understood  the  Commission  will  soon  take  steps  to 
prescribe  rules  and  regulations  in  connection  with  the  enforce- 
ment of  the  paragraph. 


CAR  SURPLUS  AND  SHORTAGE 

The   Traffic   World    Washington  Bureau 

A  further  reduction  of  18,838  in  approximately  a  week  in 
the  number  of  idle  freight  cars  was  shown  by  reports  received 
by  the  car  service  division  of  the  American  Railway  Association. 
The  total  on  September  23  was  414,698  compared  with  433,536 
on  September  15. 

Of  the  total,  201,153  were  in  good  order  and  could  be  placed 
in  immediate  service  if  transportation  demands  warranted,  while 
213,545  were  in  need  of  repairs. 

Tabulations  showed  55,849  surplus  box  cars  in  good  repair 
compared  with  62,372  on  September  15  or  a  reduction  of  6,523, 
while  there  were  also  a  total  of  lj.0,376  surplus  coal  cars  im- 
mediately available  for  transportation  purposes,  which  was  8,138 
coal  cars  less  than  on  the  earlier  date.  A  reduction  within  a 
week  of  1,332  was  reported  in  the  number  of  surplus  stock  cars. 

The  surplus  of  201,153  cars  in  good  order  was  made  up  of  the 
following  classes  of  equipment:  Box,  52,701;  ventilated  box,  976; 
auto  and  furniture,  2,172;  total  box,  55,849;  flat,  10,659;  gondola, 
70,609;  hopper,  39,767;  total,  all  coal,  110,376;  coke,  8,946;  S.  D. 
stock,  9,144;  D.  D.  stock,  310;  refrigerator,  859;  tank,  651;  mis- 
cellaneous, 4,359. 

The  shortage  on  September  23  totaled  1,470  cars— 994  box, 
18  flat,  77  gondola,  18  hopper,  22  S.  D.  stock,  318  refrigerator 
and  23  miscellaneous. 


JULY  OPERATING  STATISTICS 

The  Traffic  World   Washington  Bureau 

In  July,  according  to  freight  and  passenger  service  operating 
statistics  of  class  I  steam  roads  issued  by  the  Commission,  net 
ton-miles  of  revenue  and  non-revenue  freight  totaled  28,414,000,- 
000,  as  against  40,449,000,000  in  July,  1920. 

The  average  number  of  freight  cars  on  line  daily  was  2,441,- 
991,  as  against  2,480,731  in  July,  1920,  and  the  number  of  cars 
stored  jumped  from  2,358,  in  July,  1920,  to  258,211  cars  in  July, 
1921. 

Net  tons  of  coal  consumed  in  freight  road  service  totaled 
5,178,070,  as  against  7,079,357  in  July,  1920. 

In  the  passenger  service  there  were  46,929,000  train-miles 
in  July,  as  compared  with  48,616,000  in  July,  1920.  The  net  tons 
of  coal  consumed  in  passenger  road  service  amounted  to  2,456,- 
567  in  July,  as  against  2,743,912  in  July,  1920. 


•  seven  months  i  nded  with  July  net  ton-miles  of  reve- 
nue and  non-revenue  freight  totaled  191,961,000,000,  as  against 
251,120,000,000  in  the  corresponding  period  of  1920.  The  average 
number  of  freight  cars  on  line  daily  was  2,417,128  in  the  first 
seven  months  of  1921,  as  against  2,494,918  in  the  corresponding 
period  of  1920,  and  the  number  of  cars  stored  increased  from 
8,479  in  the  1920  period  to  316,373  in  the  1921  period.  Coal  con- 
sumption on  freight  road  service  totaled  39,656,024  net  tons  in 
the  first  seven  months  of  1921,  as  against  50,877,429  net  tons  in 
the  first,  seven  months  of  1920. 

In  the  passenger  service  train-miles  totaled  317,880,000  in  the 
first  seven  months  of  1921;  as  against  319,341,000  in  the  first 
seven  months  of  1920.  Coal  consumption  in  passenger  road 
service  totaled  18,059,038  net  tons  in  the  1921  period,  as  against 
19,444,200  net  tons  in  the  1920  period. 


REVENUE  FREIGHT  LOADING 

The   Traffic   World   Washington  Bureau 

Loading  of  revenue  freight  increased  19,543  cars  during  the 
week  which  ended  on  September  24,  compared  with  the  previous 
week,  according  to  reports  received  by  the  car  service  division 
of  the  American  Railway  Association.  The  total  for  the  week 
was  873,305  cars,  which  was  the  largest  number  loaded  during 
any  similar  period  since  November  20,  1920,  but  134,804  cars 
beiow  the  total  for  the  corresponding  week  last  year  and  122,596 
less  than  the  corresponding  week  in  1919. 

Except  for  grain  and  grain  products,  which,  however,  did 
exceed  the  corresponding  weeks  in  1920  and  1919,  increases  over 
the  week  before  were  reported  in  the  loading  of  all  commodities, 
the  largest  gain  being  in  merchandise  and  miscellaneous  freight, 
which  included  manufactured  products. 

Reports  showed  that  171,474  cars  were  loaded  with  coal  dur- 
ing the  week,  which  was  an  increase  of  5,416  over  the  week 
before.  This  was,  however,  43,959  cars  below  the  total  for  the 
corresponding  week  last  year.  Live  stock  gained  2,534  cars 
within  a  week,  the  total  being  32,933,  while  forest  products  to- 
taled 48,702  cars,  or  2,230  cars  more  than  the  week  before. 

Loading  of  grain  and  grain  products  amounted  to  51,848. 
which  was  3,483  cars  less  than  during  the  preceding  week,  but 
this  decline  is  to  be  expected  in  view  of  the  fact  that  this  year's 
crop  has  largely  been  moved.  The  total,  however,  exceeded  the 
number  loaded  during  the  corresponding  week  last  year  by  7,079 
cars  and  the  corresponding  week  in  1919  by  6,700  cars.  The 
movement  of  ore  totaled  30,333  cars,  an  increase  of  2,118  cars 
over  the  week  before,  while  coke  gained  93  cars,  the  total  being 
4,946  cars. 

Increases  compared  with  the  week  before  were  reported  in 
the  loading  of  all  commodities  in  all  districts,  but  all  were  be- 
low the  corresponding  week  last  year  except  the  Southwestern, 
which  showed  a  gain. 

Revenue  freight  loading  by  districts  in  the  week  ended  Sep- 
tember 24  and  the  corresponding  week  of  1920  was  as  follows: 
Eastern  district:  Grain  and  grain  products,  8,549  and  6,703; 
live  stock,  3,262  and  2,747;  coal,  44,734  and  58,915;  coke,  1,353 
and  3,801;  forest  products,  4,645  and  7,935;  ore,  2,256  and  11,- 
929;  merchandise,  L.  C.  L.,  63,210  and  49,543;  miscellaneous, 
84,849  and  108,032;  total,  1921,  212,858;  1920,  249,605;  1919,  241,- 
743. 

Allegheny  district:  Grain  and  grain  products,  3,443  and  2,- 
744;  live  stock,  3,262  and  3,246;  coal,  47,116  and  63,750;  coke, 
2,248  and  7,489;  forest  products,  2,760  and  3,665;  ore,  6,242 
and  15,992;  merchandise,  L.  C.  L.,  46,810  and  40,745;  miscel- 
laneous, 57,969  and  75,520;  total,  1921,  169,850;  1920,  213,151; 
1919,  214,874. 

Pocahontas  district:  Grain  and  grain  products,  287  and 
163;  live  stock,  447  and  417;  coal,  20,687  and  25,313;  coke,  170 
and  1,010;  forest  products,  1,3?3  and  1,831;  ore,  171  and  245: 
merchandise,  L.  C.  L.,  5,647  and  5,467;  miscellaneous,  4,080  and 
4,627;  total,  1921,  32,822;  1920,  39,073;  1919,  39,147. 

Southern  district:  Grain  and  grain  products,  3,615  and 
3,299;  live  stock,  2,225  and  2,329;  coal,  22,417  and  25,246;  coke, 
321  and  1,282;  forest  products,  15,^09  and  19,742;  ore,  352  and 
2,966;  merchandise,  L.  C.  L.,  39,570  and  34,266;  miscellaneous, 
39,634  and  41,340;  total,  1921,  123,243;  1920,  130,470;  1919,  131,- 
567. 

Northwestern  district:  Grain  and  grain  products,  14,839 
and  15,153;  live  stock,  8,583  and  8,444;  coal,  10,448  and  11,776; 
coke,  552  and  1,556;  forest  products,  11,603  and  14,849;  ore, 
19,764  and  47,600;  merchandise,  L.  C.  L.,  28.678  and  28,868; 
miscellaneous,  36,094  and  39,827;  total,  1921,  130,561;  1920,  168,- 
073;  1919,  165,868. 

Central  Western  district:  Grain  and  grain  products,  16.069 
and  12,323;  live  stock,  12,141  and  13.327;  coal,  21.381  and  24.386; 
coke,  182  and  372;  forest  products,  6,590  and  7.377;  ore,  713  and 
3,566;  merchandise,  L.  C.  L.,  32.504  and  33,035;  miscellaneous, 
47,090  and  46,065;  total,  1921,  136,670;  1920,  140,451;  1919,  137,- 
077. 

Southwestern  district:  Grain  and  grain  products,  5.046  and 
4.384;  live  stock,  3,013  and  2,914;  coal,  4,691  and  6.047;  coke. 
120  and  138;  forest  products,  6,662  and  8,126:  ore.  835  and  761; 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 

COTTON  CONCENTRATION  COMPANY,  Inc.  m 


GALVESTON 

The  Stone  Forwarding  Corporation 

220     21st   Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 
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merchandise,  L.  C.  L.,  15,893  and   17,682;    miscellaneous,  31,041 
and   27,234;    total,    1921,    67,301;    1920,   67,286;    1919,   65,625. 

Total,  all  roads:  Grain  and  grain  products,  51,848  and  44,- 
769;  live  stock,  32,933  and  33,424;  coal,  171,474  and  215,433;  coke, 
4,946  and  15,648;  forest  products,  48,702  and  63,525;  ore,  30,333 
and  83,059;  merchandise,  L.  C.  L.,  232,312  and  209,606;  miscel- 
laneous, 300,757  and  342,645;  total,  1921,  873,305;  1920,  1,008,109; 
1919,  995,901. 

SHORT  LINE  ASSOCIATION  MEETING 

The  first  of  a  series  of  regional  meetings  of  the  American 
Short  Line  Railroad  Association  was  held  in  Chicago,  October  4. 
It  was  attended  by  short  line  executives  from  Ohio,  Michigan, 
Indiana,  Illinois,  Wisconsin,  Minnesota,  and  North  and  South 
Dakota  and  the  subjects  considered  included  almost  all  the  prob- 
lems that  now  confront  the  smaller  roads. 

President  Bird  M.  Robinson,  in  opening  the  meeting,  told 
of  the  work  of  the  association  in  trying  to  obtain  equitable  divi- 
sions for  the  short  line  railroads.  He  said: 

"We  must  not  adopt  an  antagonistic  attitude  against  the 
trunk  lines.  Our  divisional  problems  must  be  worked  out  in 
a  spirit  of  co-operation  on  the  parts  of  all  concerned,  unless  we 
wish  to  see  the  calamity  of  governmental  operation;  for  'a  king- 
dom divided  against  itself  is  brought  to  desolation."  It  should 
not  be  necessary  for  each  one  of  us  to  go  to  the  Interstate  Com- 
merce Commission  with  our  divisional  troubles.  As  we  figure 
it,  just  and  reasonable  divisions  can  be  allowed  the  short  lines 
at  an  expense  to  the  trunk  lines  of  only  $23,000,000  a  year,  less 
than  one-fourth  of  one  per  cent  of  their  total  revenue.  But  this 
small  fraction  means  life  or  death  to  the  small  railroads  of  the 
country — roads  that,  in  their  own  way,  are  just  as  important 
to  the  welfare  of  the  country  at  large  as  the  great  systems." 
Discussion  of  the  labor  question  took  up  a  good  part  of  the 
morning  session  and  ended  in  a  vote  which  recommended  some 
action  on  the  part  of  the  association  toward  consolidating  the 
work  of  the  Labor  Board  and  of  the  Commission.  There  was 
no  unanimity  of  opinion  on  the  subject,  however,  many  of  those 
present,  evidently,  being  in  favor  of  the  abolition  of  the  board. 
F.  C.  Reilly,  acting  manager  of  the  labor  department  of  the 
association,  told  of  the  attempts  now  being  made  by  labor 
leaders  to  organize  the  men  on  the  smaller  lines.  He  said  that, 
while  most  of  the  decisions  of  the  board  had  thus  far  been  made 
to  apply  only  to  the  longer  roads,  there  was  no  reason  for  doubt- 
ing that  the  principles  contained  therein  would  eventually  be 
made  to  apply  to  the  short  lines. 

"When  a  body  such  as  the  Labor  Board  admittedly  sets  up 
its  opinion  as  superior  to  that  of  the  Supreme  Court,"  said  Mr. 
Reilly,  "it  is  ti.me  we  got  busy  to  protect  ourselves,  before  we 
find  ourselves  saddled  with  conditions  which  we  cannot  over- 
come." 

In  discussing  the  Commission's  valuation  work  and  its  re- 
cent consolidation  report,  Mr.  Robinson  announced  that  arrange- 
ments had  been  made  to  obtain  the  services  of  a  legal  firm  for 
such  short  line  roads  as  may  wish  to  protest  against  tentative 
valuation  figures  or  against  the  disposition  which  the  Commis- 
sion might  make  of  any  short  line  road  in  the  consolidation  pro- 
ceedings. Those  roads  represented,  which  had  already  received 
valuation  reports  from  the  Commission,  seemed,  in  general,  to 
be  satisfied  with  the  figures. 

The  work  of  the  association's  newly  organized  purchasing 
agency  was  explained  by  J.  W.  Cain,  manager  of  purchases.  Mr. 
Cain  said  the  pooling  of  purchases,  through  this  agency,  would 
not  only  result  in  lower  prices  to  the  purchasers  but  would  be 
a  step  in  the  direction  of  efficient  management,  the  necessity 
for  which  was  being  particularly  stressed  at  this  time.  Several 
of  the  delegates  called  his  attention  to  the  fact  that  they  had 
contracts  for  their  present  needs  which  would  have  to  run  out 
before  they  could  avail  themselves  of  the  services  of  the  new 
agency.  A  vote  of  confidence,  however,  was  passed,  urging 
all  members  to  support  the  enterprise. 

Ben  B.  Cain,  vice-president  and  general  counsel  of  the  asso- 
ciation, made  an  address  in  which  he  urged  all  the  members  to 
work  for  the  preservation  of  the  transportation  act. 

"The  conception  of  the  transportation  act  of  1920  was  mag- 
nificent," he  said.  "No  more  constructive  measure  was  ever 
passed  in  our  legislative  halls.  But  there  is  a  widespread 
propaganda  now  at  work  against  it  and  this  constructive  meas- 
ure is  now  in  peril.  We  have  reason  to  believe  that  at  the 
psychological  moment,  at  the  present  session  of  Congress,  there 
will  be  presented  amendments  to  the  transportation  act  which, 
if  passed,  will  destroy  its  effectiveness — will  emasculate  it.  The 
first  amendment  presented  will  undoubtedly  precipitate  a  flood 
of  amendments. 

"This  association  which,  I  am  proud  to  say,  had  as  much 
to  do  with  the  passage  of  the  transportation  act  as  any  other 
agency,  can  do  much  to  stop  this  insidious  attack.  But  our 
efforts  will  be  much  more  effective  if  we  can  present  a  united 
front.  We  now  represent  about  500  of  the  800  short  lines  in 
the  United  States.  When  we  go  before  the  committee  of  Con- 
gress in  thejuture  we  want  to  be  able  to  say  that  we  represent 
them  all.  "It  is  conservatively  estimated  that  there  will  accrue 
to  the  short  line  railroads,  through  our  efforts,  over  $40, 000,000 


during  the  next  twelve  months  in  increased  divisions,  recover- 
ies under  Section  204,  and  in  other  ways." 

The  general  opinion  of  the  assembly  seemed  to  be  that  the 
present  freight  rates  for  short  hauls  do  not  obstruct  traffic.  In 
discussing  this  phase  of  the  railroad  problem  several  of  the 
members  dwelt  on  the  unfairness  of  motor-truck  competition 
over  roads  built  with  money  contributed,  in  part,  by  the  people 
they  are  driving  out  of  business.  President  Robinson  told  of 
efforts  to  put  these  enterprises  under  the  supervision  of  the 
Commission,  but  said  they  had  failed  because  almost  all  truck 
transportation  is  intrastate. 

Mr.  Reilly  suggested  that  the  association  recommend 
removal  of  the  Pullman  surcharge.  He  said  it  had  been  his 
experience  that,  although,  this  charge  represented  only  a  small 
fraction  of  passenger  fares,  it  was  the  irritant  which  caused 
most  objection  on  the  part  of  the  passenger.  Its  removal,  he 
said,  would  do  much  to  restore  the  railroads  to  the  good  graces 
of  the  traveling  public. 

Those  who  attended  the  meeting  were  the  guests  of  George 
R.  Carr,  vice-president  of  the  Dearborn  Chemical  Company,  at 
a  luncheon  at  the  Chicago  Athletic  Association. 

COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Continued  improvement  marked  the  production  of  bitum- 
inous coal  in  the  week  ended  September  24,  and  the  resulting 
increase  carried  the  output  to  the  highest  mark  attained  since 
the  last  week  in  January,"  said  the  Geological  Survey  in  its 
current  report  on  coal  production. 

"The  total  output  for  the  week  (including  lignite,  coal 
coked  at  the  mines,  and  mine  fuel)  is  estimated  at  8,506,000  net 
tons.  This  was  an  increase  over  the  week  preceding  of  313,000 
net  tons,  or  3.8  per  cent. 

"The  all-rail  movement  to  New  England  continued  to  re- 
cover in  the  week  ended  September  24.  Reports  to  the  American 
Railway  Association  show  that  2,412  cars  of  anthracite  and 
2,602  cars  of  soft  coal  were  forwarded  over  the  Hudson.  When 
compared  with  the  week  before,  increases  of  225  and  364  cars, 
respectively,  are  shown. 

"The  movement  of  soft  coal  up  the  lakes  showed  a  decided 
improvement  during  the  week  ended  September  25.  According 
to  reports  from  the  Ore  and  Coal  Exchange,  a  total  of  610,837 
net  tons  was  dumped  over  the  piers  at  Lake  Erie  ports.  When 
compared  with  the  dumpings  in  the  preceding  week,  this  was 
an  increase  of  134,447  tons.  Of  the  total  dumped,  585,390  tons 
were  cargo  coal  and  25,447  tons  were  vessel  fuel.  Shipments 
in  the  corresponding  week  in  1920  totaled  905,769  tons. 

"The  cumulative  lake  movement  now  stands  at  18,280,507 
net  tons.  In  comparison  with  the  corresponding  periods  in 
recent  years,  the  present  season  is  nearly  three  and  a  half  mil- 
lion tons  ahead  of  1920.  173,806  tons  ahead  of  1919,  but  over 
three  million  tons  behind  1918. 

"Exports  of  soft  coal  from  Hampton  Roads  continued  to 
decline  in  the  week  ended  September  24.  As  reported  by  the 
three  coal  exchanges  at  that  port,  the  total  quantity  dumped 
was  55,033  net  tons,  of  which  27,860  tons  were  cargo  coal  and 
27,173  tons  were  for  foreign  bunkers.  The  great  decline  in 
foreign  demand  is  seen  in  the  fact  that  from  this  port,  which 
ordinarily  handles  75  per  cent  of  the  overseas  exports,  ship- 
ments were  less  than  one-tenth  of  the  weekly  average  in  June." 


UNIFORM  ACCOUNTING  CIRCULAR 

The  Traffic   World   Washington  Bureau 

The  Commission  has  issued  a  printed  circular  of  instructions 
to  the  railroad  accounting  officers  directing  how  they  shall  carry 
no-par  stock  in  their  accounts.  The  new  instructions  were  made 
necessary  by  the  determination  of  the  Commission,  several 
months  ago,  to  permit  the  issuance  of  shares  having  no  par 
value. 

The  gist  of  the  instruction  is  that  the  stock  having  no  par 
is  to  be  set  down  in  the  books  as  representing  the  cash  or  its 
equivalent,  if  the  payments  were  not  in  cash,  received  for  the 
shares  by  the  issuing  company.  The  capital  stock  account  in 
which  the  cash  or  its  equivalent  received  for  no-par  stock  is  set 
down,  is  also  to  have  set  down  in  it  the  amount  received  for  each 
such  no-par  share  if  and  when  a  general  levy  or  assessment  has 
been  made  against  the  stock. 

After  the  account  has  been  set  up  in  that  way  the  account- 
ing is  to  be  continued  so  as  to  show  the  amount  of  each  class 
of  stock  issued,  so  as  to  show  par  and  no-par  stock  separately,  in 
all  the  sub-accounts. 


GREAT  NORTHERN  TRACK  ABANDONMENT 

The  Great  Northern  has  applied  to  the  Commission  for  au- 
thority to  abandon  three  and  one-half  miles  of  railroad  extending 
from  Portland,  Traill  County,  North  Dakota,  to  Portland  Junc- 
tion. The  track  is  used  only  for  the  purpose  of  turning  engines 
and  cars,  the  company  said.  If  the  application  is  granted,  the 
company  proposes  to  build  a  wye  south  of  Portland  for  the  pur- 
pose of  turning  trains. 


October  8.  1921 
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FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL  Reference  Hook  for  Those  Actively  Engaged  in  Traffic  Work,  An  Everyday  Guide  for  the  Shipper. 

1922  EDITION 

Ready  FOR  DISTRIBUTION  OCTOBER  10TH. 

COMPLETELY  REVISED  AND  ENLARGED  including  additional  icctiona  on  Routing, 
Express  and  Governmental  Regulation  of  Common  Carriers. 

UNDER  ONE  COVER 


|    TRAFFIC    GLOSSARY    of    over 

*•  * 


Silt  Sill  Inchti 
Over  SOO  Page* 


3    ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
•  sion's  Rules  Relating  to  Railroad  and  Steamship  Trans- 
portation. 

4    AN    APPENDIX    including    Reproductions   of  Standard 
•  Traffic  Forms,  Lilt  of  Tariff  Publishing  Agents  and  Miscel- 
laneous Tables. 
WITH   A   COMPLETE  CROSS-REFERENCE   INDEX. 

Place  your  order  now.      $6.00  postpaid. 

THE  TRAFFIC  PUBLISHING  COMPANY,  150  Lafayette  St.,  New  York,  N.  Y. 


1000  Traffic  Terms, 
Phrases  and  Abbreviations. 
n  THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates, 
"•  Rate  Territories,  Rate  Bases,  Freight  Classification.  Freight 
Tariffs,  Freight  Claims,  Diversion  and  Reconsignment,  Rout- 
ing, Lighterage,  Switching,  Demurrage,  Weights  and  Weigh- 
ing, Export  and  Import  Traffic,  <fcc. 


No  Waiting 


No  Writing 


No  Telephones 


No  Tariffs 


'A  child  can  find  them' 


FREIGHT  RATES 

To  and  from  points  in  the  United  States  and  Canada 
This  publication  furnishes  the  Financial,  Purchase  and  Sales  Executives' 

"MISSING  COSTS" 

Getzler's  Guide,  Inc.,  Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues 


NEW  YORK,  N.  Y.,  115  Broad  St. 
PHILADELPHIA,  PA.,  308  Parkway  Bldg. 
BOSTON,  MASS.,  732  Colonial   Bldg. 


—OFFICES- 
CHICAGO,  ILL.,    412  Standard    Tru.t  Bldg. 
DETROIT,  MICH.,  SOS  Garrick  Theater  Bldg. 


WASHINGTON,  D.  C.,  433  Munsey  Bldg. 
SAN  FRANCISCO,  CAL.,  461  Market  St. 
LOS  ANGELES,  CAL.,  467  Pacific  Elec.  Bldg. 


Freight  ™*  Express  Claims 


CAN  BE  MADE  AN  ASSET 

Our  large  and  efficient  department  devoted  exclusively  to  the  handling  of  freight 
and  express  claims  is  under  the  direct  personal  supervision  of 

J.  V.  DeLANEY 

formerly  Chief  Attorney  for  Chicago,  Milwaukee  &  St.  Paul  Railroad  Company.  Mr.  DeLaney 
was  also  Chief  Attorney  for  United  States  Railroad  Administration  for  three  years  and  for 
fourteen  years  was  Federal  Attorney  in  charge  of  Interstate  Shipping  Laws. 

A  freight  or  express  claim  is  a  real  and  valuable  asset;  but,  in  order  to  be  realized  on,  it 
must  be  handled  both  promptly  and  properly.  We  have  experts  to  do  the  work  for  you.  Why 
not  make  use  of  them  ?  The  fact  that  a  claim  is  declined  does  not  change  its  value,  if  it  be 
meritorious.  Send  them  to  us;  let  us  collect  them  for  you. 

THE  AARD  AGENCY 

Freight  and  Express  Claim  Collections 


Foreman  Brothers  Bank 
Central  Trust  Company 


en 

Denncy  &  Company 
Crutchfield,  Woolfolk  &  Clore 


F.  E.  Nellis  &  Company 


808  Westminster  Building,  110  South  Dearborn  Street 
CHICAGO,  ILLINOIS 
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REFRIGERATOR  CAR  CIRCULARS 

The  Traffic  World   Washington  Bureau 

"Because  of  a  big  increase,  estimated  at  nearly  40  per  cent 
over  the  corresponding  period  last  year,  in  the  amount  of  per- 
ishable freight  in  sight  to  be  moved  during  the  next  three  months, 
the  car  service  division  of  the  American  Railway  Association 
is  taking  steps  to  expedite  the  movement  of  this  freight  and  to 
prevent  any  shortage  developing  in  refrigerator  cars,"  the  Asso- 
ciation of  Railway  Executives  said  in  a  statement  issued  Oc- 
tober 3. 

"In  this  connection,  the  car  service  division  has  sent  to  the 
operating  officials  of  the  railroads  of  the  country  a  circular  letter 
to  which  the  carriers  are  urged  to  do  everything  possible,  to 
encourage  the  prompt  loading  and  unloading  of  refrigerator  cars 
as  well  as  their  prompt  handling  in  transit  and  that  preference 
be  given  to  the  repairing  of  that  class  of  equipment.  The  circular 
letter  said: 

If  the  perishable  traffic  is  to  be  moved  with  any  degree  of  satis- 
faction and  with  credit  to  the  railroads,  it  means  there  must  be  very 
energetic  action  on  the  part  of  everyone  having  anything  to  do  with 
the  movement  to  insure  strict  compliance  with  the  directions  issued 
by  our  refrigerator  department,  which  Include,  among  other  items,  the 
following: 

1  —  Do  not  load  refrigerators  with  other  than  perishable  traffic. 

2  —  Do   not   furnish    refrigerators    for   potatoes   while   they    can    be 
safely  transported  in  box,  stock  or  ventilated  cars. 

3  —  Do  not  hold  refrigerators  for  prospective  loading  which  can  be 
protected  without  delay   by  refrigerators  being  made  empty  daily  on 
your  lines. 

4  —  Use  every  possible  means  to  speed  up  the  unloading  and  pre- 
vent cars  being  used  for  storage  purposes. 

5  —  Give  the  same  prompt  handling  to  the  empty  as  the  loaded  cars 
in  both  terminal  and  road  movement. 

6  —  Handle  empties  in  solid  trains  with  continuous  movement  when 
there  is  sufficient  quantity  to  justify  such  action. 

1  —  Give  preference  to  repairing  refrigerator  cars. 

"Estimated  shipments  of  fruits  and  vegetables  for  October 
from  the  largest  producing  sections  total  44,469  cars,  compared 
with  32,895  cars  in  October  last  year,  or  an  increase  of  35.2  per 
cent.  These  figures,  however,  do  not  include  potatoes,  which. 
while  now  moving  in  box  cars,  must  later,  because  of  weather 
conditions,  move  in  refrigerator  cars.  The  letter  added: 

This  situation  Is  so  serious  and  Is  so  important  from  the  stand- 
point of  the  railroads  as  a  whole,  that  we  are  prompted  to  suggest. 
where  it  has  not  been  done,  that  someone  in  your  principal  transporta- 
tion office  be  assigned  the  special  task  of  checking  the  refrigerator 
situation  in  detail  day  by  day  to  prevent  any  undue  delay  to  re- 
frigerator equipment. 

With  the  anticipated  greatly  increased  traffic  over  any  previous 
year,  and  with  very  little  addition  to  the  equipment,  the  task  of 
moving  this  year's  crop  is  a  stupendous  one,  but  we  believe  it  can  be 
accomplished  with  reasonable  success  by  the  united  support  of  the 
railroads,  .the  shippers  and  their  associations,  with  all  others  inter- 
ested. 

"A  check  of  38  of  the  largest  terminals  last  week  showed 
3,851  refrigerator  cars  awaiting  unloading,  of  which  1,203  had 
been  delayed  three  days  or  more. 

"Car  lot  movements  of  fruits  and  vegetables  have  been  much 
heavier  this  season  than  last,  there  having  been  moved  up  to 
September  17  this  season  257,601  cars,  compared  with  228,474 
cars  during  the  corresponding  period  last  season." 

In  a  statement  issued  October  5  the  car  service  division  of 
the  A.  R.  A.  urged  heavier  loading  of  refrigerator  cars.  The 
division  said: 

For  the  twelve  months  which  ended  on  June  30.  1921.  the  railroads 
of  the  United  States  moved  848,425  cars  of  citrus  and  other  fresh 
fruits  and  vegetables,  packing  house  products,  eggs,  butter  and  cheese. 
Each  car  carried  an  average  load  of  14.4  tons,  while  the  average  maxi- 
mum load  was  15.7  tons  per  car.  The  average  capacity  of  refrigerator 
cars  is  32.1  tons. 

Had  the  cars  been  loaded  to  the  average  maximum  amount,  15.7 
tuns.  74,300  refrigerator  cars  would  have  been  made  available  for  the 
transportation  of  other  freight  during  the  year,  or  336  cars  daily.  In 
view  of  the  increased  amount  of  perishable  freight  now  anticipated  to 
he  shipped  this  fall  it  is  estimated  that  approximately  44,450  re- 
frigerator cars  can  be  made  available  for  other  uses  if  shippers  will 
load  their  ears  to  the  average  maximum  amount.  This  means  that  11 
this  heavier  loading  is  obtained  to  the  extent  specified—  an  average 
of  15.7  tons  per  car  —  it  will  be  possible  for  the  railroads  to  provide 
transportation  for  700.000  tons  of  perishable  freight  during  the  next 
three  months  that  probably  cannot  otherwise  be  moved. 

In  addition  to  heavier  loading,  the  shipper  can  assist  in  the  move- 
ment of  this  perishable  freight  by  speeding  up  loading  as  well  as  by 
more  prompt  release  of  ears,  while  the  railroads  will  assist  by  more 
prompt  handling  of  cars. 


SHIPMENTS  OF  CANTALOUPES,  ETC. 

"Shipments  of  cantaloupes  this  season  will  exceed  25,000 
cars,  if  the  movement  after  the  middle  of  September  equals 
that  of  the  same  period  last  year,"  says  the  Bureau  of  Markets 
and  Crop  Estimates.  "The  present  total  of  over  24,000  cars  is 
about  2,000  more  than  were  shipped  in  any  previous  season." 
The  report  said: 

The  cantaloupe  output  has  increased  each  season  since  1915,  with 
the  exception  of  1918,  when  the  eastern  cantaloupe  acreage  and  move- 
ments were  unusually  light.  Shipments  in  1915  were  only  12,637  cars, 
but  the  volume  recovered  nearly  50  per  cent  the  following  season,  and 
exceeded  22,000  cars  in  1919  and  also  in  1920.  The  movement  this  year 
will  be  about  double  that  of  six  years  ago.  The  average  of  the  past 
three  seasons,  1919,  1920  and  1921,  is  about  23,000  cars,  compared  with 
an  eight-year  average  of  about  18.000  cars. 

This  year's  large  shipments  are  the  result  of  Increased  acreage. 
The  acreage,  80,000  acres  and  over,  planted  in  1920  and  1921,  Is  more 
limn  double  the  aren  planted  in  191S.  In  general,  the  center  of 


heaviest  production  and  shipment  has  been  shifting  to  the  far  west 
and  southwest  with  a  corresponding  but  irregular  decrease  in  most 
other  sections.  Thus  in  1916  the  eastern  states  shipped  5.331  cars  and 
the  western  states  11,483.  In  1921,  to  September  17,  shipments  were 
5.174 lEais  from  eastern  states  and  18,996  from  the  west.  About  half 
the  carlot  shipments  this  season  were  from  California,  which  has 
doubled  its  acreage  over  thut  previous  to  1919 — chiefly  in  the  Im- 
perial and  San  Joaquin  valleys. 

Potatoes  and  grapes  continued  to  move  In  heavy  volume  during 
the  week  ending  September  24,  while  shipments  of  cantaloupes. 
peaches  and  watermelons  decreased.  Apple  prices  advanced  strongly 
4n  the  east.  Cabbage  and  sweet  potatoes  declined.  Other  lines  held 
fairly  steady.  The  movement  of  18,288  cars  of  the  leading  lines  of 
fruits  and  vegetables  was  about  600  cars  above  last  week's  total 
volume,  but  slightly  less  than  for  the  same  week  a  year  ago. 

The  movement  of  hay  is  below  normal  in  practically  every 
producing  section  of  the  country  and  less  hay  has  been  mar- 
keted to  date  than  at  the  corresponding  time  last  year,  accord- 
ing to  a  national  survey  of  the  hay  market  situation  just  com- 
pleted by  the  Bureau  of  Markets  and  Crop  Estimates..  This 
report  said: 

A  number  of  factors,  including  high  freight  rates,  financial  condi- 
tions, unprofitable  prices  to  producers,  farm  work,  and  good  pasturage 
are  given  as  the  contributing  causes  for  the  light  initial  movement  of 
hay  to  market.  At  this  time  high  freights  are  thought  to  be  the  great- 
est hindrance  to  a  normal  marketing  of  the  tame  and  wild  hay  crops 
From  many  of  the  prairie  hay  sections,  especially,  reports  Indicate 
that  freight  and  marketing  costs  are  so  high  that  no  attempt  is  being 
made  to  market  any  but  the  highest  grades  of  hay.  The  lower  grades, 
which  usually  provide  a  medium  priced  feed  for  use  in  wintering 
stock,  will  not  be  harvested  or  prepared  for  market. 

Dealers  in  both  producing  and  consuming  sections  consider  the 
outlook  for  the  commercial  hay  business  during  the  next  30  or  60 
days  to  be  very  unsatisfactory.  High  freight  rates  receive  the  greater 
part  of  the  blame  for  this  condition,  with  financial  and  economic  con- 
ditions next  in  importance.  As  a  means  of  stimulating  business,  it  is 
generally  considered  that  prices  of  hay  to  consumers  must  be  lowered 
without  any  material  change  in  prices  to  the  producers. 


WHY  A  MERCHANT  MARINE?         /Y 

Editor  The  Traffic  World: 

Your  recent  editorial,  July  23,  "Why  A  Merchant  Marine?" 
has  aroused  some  interest,  not  to  say  resentment,  in  the  com- 
mercial and  maritime  'States.  Agents  and  organs  of  the  Kaiser, 
the  Hamburg  American  and  the  North  German  Lloyd,  were 
suggesting  for  years  before  the  world-war  that  America  ought 
to  quit  the  sea  and  leave  shipbuilding  and  navigation  to  na- 
tions that  could  do  this  work  "more  cheaply"! 

A  large  part  of  the  Middle  West  and  South  accepted  this 
adroit  Teuton  plea.  Many  Middle  Western  and  Southern  Sena- 
tors and  Representatives  voted  doggedly  against  every  effort 
of  Presidents  McKinley,  Roosevelt  and  Taft  to  give  the  Ameri- 
can merchant  marine  such  protection  as  had  long  been  be- 
stowed on  other  American  industries — not  excepting  railroads 
in  the  early  days.  All  legislation  to  aid  the  merchant  marine 
was  defeated,  though  by  a  scant  margin,  and  as  a  result  Amer: 
ican  ocean  shipping  was  almost  dead  when  the  great  war 
suddenly  broke  upon  the  world. 

Have  you  or  your  subscribers  forgotten  what  then  oc- 
curred? Great  Britain  and  Germany  were  then  our  chief  ocean 
carriers.  We  had  left  90  per  cent  of  our  ocean  commerce  to 
foreign  ships.  German  tonnage  was  at  once  bottled  up  or 
sunk.  British  ships,  many  of  them,  were  instantly  withdrawn 
for  imperial  service;  so  were  French  and  Italian  steamers  and 
all  Scandinavians  which  the  allies  controlled.  Soon  there  were 
miles  of  loaded  freight  cars  stretching  out  from  all  our  At- 
lantic ports — idle  and  useless  because  the  ships  that  were  left 
were  too  few  to  keep  our  exports  moving.  And  those  few  for- 
eign ships  that  were  vouchsafed  to  us  took  the  opportunity  to 
advance  their  freight  rates  so  that  these  rates  were  actually 
more  than  the  prices  which  your  western  farmers  were  re- 
ceiving for  their  grain  and  produce. 

It  was  in  this  grave  emergency,  when  the  West  and  South 
were  on  the  verge  ol  bankruptcy,  because  their  export  ci'OBii 
could  not,  be  moved  to  overseas  maikets.  that  the  government 
was  forced  to  create  (he  Shipping  Board  and  move  to  impro- 
vise a  merchant  muring  opt  of  almost  nothing— at  a  stupend- 
ous price,  of  course,  because  the  West  and  South  had  been 
led  to  believe  that  America  did  not  need  a  merchant  marine. 

Can  the  West  and  South  again  be  persuaded  to  such  a' 
course  of  folly  and  extravagance?  Shipping  Board  expendi- 
tures have  now  reached  between  three  and  four  billions  of 
dollars.  The  American  people  have  paid  from  $200  to  $300  a 
ton  for  emergency-built  ships  which  before  the  war  could 
have  been  produced  for  $60  a  ton.  The  largest  subsidy  bill 
ever  proposed  in  Congress  was  limited  to  $9,000,000  a  year. 
That  would  have  developed  in  a  prudent,  orderly  way  ship- 
yards and  shipping  companies,  enabling  us  to  carry  the  greater 
part  of  our  commerce  in  American  ships.  Because  we  did  not 
do  this — because  we  did  not  protect  the  merchant  marine  as 
manufacturing  and  agriculture  are  protected — our  nation,  un- 
prepared in  the  war  crisis,  has  been  forced  to  pay  the  Shipping 
Board's  three  to  four  billion  dollars.  At  least  two-thirds  of 
this  gigantic  sum  represents  the  inexorable  penalty  for  na- 
tional unreadiness  and  blindness — a  sum  that  would  have 
subsidized  American  shipping  for  three  hundred  years! 

So  much  for  the  Commercial  cost  of  the  nolicv  of  leaving 
i. in-  sen  i-:iiTi:)i;e  hade  in  i oreiLMier*.  There  is  also  the  impera- 
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Ship  Through  the 


Port  of  Los  Angeles 

41  Steamship  Services  Reaching  More  Than  100  World  Ports 


LIST  OF  DIRECT  PORT  CONNECTIONS: 


Acajntla.    Salvador 
Acapulro.    Mexico 
Alexandria.    Eirypt 
Amapala.    Honduras 
Antofajjasla.    Chtlt 
Antwerp,    Hrlicium 
Arirm.  Chll» 
Avonmnuth.    England 
Auckland.    New   Zealand 
Bahia   Blanra.   Argentina 
Balboa.    Canal    Zon« 
Baltimore.   Md. 
Baltir  Pnrla 
Barcelona.  Spain 
Boston.    Ma«8. 
Bombay.    India 
Buenaventura.    Colombia 
Buenos  Ayrrs.  Argentina 
Calain.    Franre 
Calrutta.  India 
Callao.    Peru 
CarlMffena.    Colombia 
Cape   Town.    South    Africa 
Cardcnaa.    Cuba 
Cape    San    Luraa.    Mexico 
Thamperico.    Guatemala 
Charleston.   8.   C. 


Chrlatlanla,    Norway 
ChriMobal.  Canal  Zon* 
Cienfuegoa.    Cuba 
Colombo.  Ceylon 
Corlnlo.    Nicaragua 
Cuban   Porta 
Dairen.    Manchuria 
Entrnada.  Mexico 
Eten.  Pern 
Finnlah    Porta 
Galveaton.    Texan 
Genoa,  Italy 
Glaag-ow,  Scotland 
Gothenburg.    Sweden 
Guayaquil.  Ecuador 
Guaymaa.   Mexico 
Hamhurr.    Germany 
Havre,  France 
Havana.  Cuba 
Hongkong 
Honolulu 
Hull.    England 
Iqulque.    Chile 
Jacksonville.    Florida 
Kobe.  Japan 
La    l.ibertad.    Salvador 
la  Pax,  Mexico 


La  Union.  Salvador 
Liverpool 
London 

Malmo.  Sweden 
Mararlllea.    Franc. 
Mauritius 

Melbourne,   Australia 
Manila.    V.   I. 
Manzanillo.  Mexico 
Mazatlan.  Mexico 
Moji.  Japan 
Mollendo.    Peru 
Montevideo.  Uruguay 
Nagasaki.    Japan 
New  Orleans 
Neuvitas.  Cuba 
New  York 
Norfolk.   Virginia 
Paila.  Pern 
Philadelphia 
Pl«co.  Peru 
Portland.  Oregon 
Port   Said 
Puerto   Colombia 
Puntarenaa.  CoHta  Rica 
Rio   de  Janeiro,   Braiil 
Roaario,  Argentina 


Writ*  tor  Illu  it  rated  Book  and  fort  Map, 


Rotterdam 

St.    Lucia 

Salaverry.    Peru 

Salina    Crnt.   kfaxle* 

San    Dieco 

San  Blaa.   Mexico 

San   Francisco 

San  Jose  de  Guatemala 

San  Juan  Del  Bur.  Nicaragua 

Santiago.    Cuba 

Santo*.    Brazil 

Savannah.    Georgia 
Seattle 

Shanghai.   China 
Siai-on.    Indo-China 
Singapore 
Stockholm.    SwedsB 
Sydney.  Australia 
Tacoma 
Talara.    Pern 
Topnl.ibampo.    Mexlc* 
Tientsin.   China 
Valparaiso.    Chile 
Victoria.    B.   C. 
Wellington.   New  Zealand 
Went   Indian  Ports 
Yokalchl.   Japan 
Yokohama.  Japan 


Board  of  Harbor  Commissioners 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


A{™JR  THE  KANSAS  CITY  SOUTHERN  APR°T*{)R 
ROUTE                         RAILWAY                     ROUTE 

THREE    FAST    MANIFEST    TRAINS 

Leave  KANSAS  CITY  Daily 

MANIFEST  SPECIAL                                TRAIN  55                                 TRAIN  51 
6  o'clock  P.  M.                                  9  o'clock  P.  M.                       10:30  o'clock  P.  M. 

ARRIVE 

TRAIN  55 

TRAIN  51   61 

MANIFEST  SPECIAL 

Manifest  Special  runs  through 
to  Shreveport  and  contains 
loads     for     Texarkana     and 
south  only. 

Train     55     runs     through     to 
Shreveport. 

Train  51  runs  through  to  Port 
Arthur  with  connection  at 
DeQuincy  for  Lake  Charles. 

Manifest  Special  and  Trains  55 
and  51  reach  Texarkana  in 
time    to    make    connection 
with  Cotton  Belt  and  Texas 
&  Pacific  for  all  points  west. 

Pittsburg,  Kans  
Joplin,  Mo  

4:55  AM  Next  Day 
7:05  AM  Next  Day 
8:15  AM  Next  Day 
7:38  PM  Next  Day 
6:15  AM  2nd  Day 
10:50  AM  2nd  Day 

6:5  )  AM  Next  Day 
9:4)  AM  Next  Day 
11:22  AM  Next  Day 
2:4J  AM  2nd  Day 
10:30  AM  2nd  Day 
4:10  PM  2nd  Day 
8:00  AM  3rd  Day 
8:45  AM  3rd  Day 
10:15  AM  3rd  Day 
4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
10:30  AM  3rd  Day 
5:00  AM  4th  Day 
7:00  AM  4th  Day 
10:00  PM  2nd  Day 
8:00  PM  2nd  Day 

Neosho,  Mo  

Fort  Smith,  Ark  
Texarkana,  Tex  
Shreveport,  La. 

4:0)  AM  2nd  Day 
7:00  AM  2nd  Day 

Lake  Charles,  La.     .    . 

Beaumont,  Tex  

Port  Arthur,  Tex. 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
6:45  AM  3rd  Day 
5:00  AM  4th  Day 
10:00  PM  3rd  Day 

Dallas,  Tex.      . 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:03  AM  5th  Day 
6:45  AM  3rd  Day 
5:00  AM  4th  Day 
10:00  PM  3rd  Day 
10:CO  PM  2nd  Day 
8:03  PM  2nd  Day 

Ft.  Worth,  Tex. 

Waco,  Tex. 

El  Paso,  Tex.        . 

Houston,  Tex.    .        .    . 

Galveston,  Tex. 

New  Orleans,  La  
Oklahoma  City,  Okla. 
Tulsa,  Okla  

Direct  Connections  at  Kansas  City  with  all  lines  reaching  Kansas  City. 
We  operate  32  switch  engines  in  Kansas  City  insuring  prompt  forwarding  ot  all  traffic  same  day  received. 
CUT  THIS  OU)T  for  ready  reference  in  routing  your  traffic. 

H.  A.  WEAVER,  G.  F.  A.                                                                                J.  F.  HOLDEN,  Vice  President 

Kansas  City,  Mo.                                                                                                                                           Kansas  City,  Mo. 
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live  consideration  of  national  defense.  A  nation  which  has 
no  merchant  marine  can  have  no  shipyards,  no  ship  mechanics, 
no  seagoing  officers  and  men.  Herr  Ballin,  head  of  the  Ham- 
burg American,  friend  of  the  Kaiser,  knew  what  he  was  saying 
and  why  he  was  saying  it,  when  in  newspaper  articles  pub- 
lished in  conspicuous  type,  up  and  down  America,  in  the  years 
before  the  war,  he  urged  America  to  quit  the  sea  and  leave 
the  carrying  trade  to  "those  who  could  do  it  more  cheaply"! 

Herr  Ballin  and  his  compatriots  were  so  successful  in 
hoodwinking  particularly  the  farmers  of  the  West  and  South 
that  when  the  "day"  for  which  the  Germans  were  looking 
came,  the  American  nation  found  that  the  few  shipyards  which 
it  possessed — maintained  by  an  occasional  naval  contract  and 
the  protected  coastwise  trade — were  at  once  so  overwhelmed 
with  work  that  new  yards  had  to  be  created  at  a  cost  of  money 
and  precious  time  that  was  absolutely  staggering.  As  to  sea- 
going omcers  and  men,  they  too  had  to  be  improvised  with  such 
haste  it  was  a  mercy  of  God  that  in  the  first  months  after  we 
ourselves  entered  the  war,  that  our  battleships  and  cruisers  did 
not  have  to  meet  the  veteran  German  navy. 

All  these  facts  are  familiar  to  the  Americans  of  the  seaboard 
states.  They  are  familiar  to  thousands  of  the  lads  of  the  West 
and  South,  who  went  into  the  naval  service  densely  ignorant 
of  sea  life,  or  as  soldiers  crossed  through  the  danger  zone  in 
slow  cattle  craft  and  freight  boats  because  no  proper  transports 
were  available.  Let  The  Traffic  World  ask  the  American  Legion 
whether  America  needs  a  merchant  marine!  There  will  not  be 
the  shadow  of  a  doubt  about  the  answer! 

Winthrop  L.  Marvin,  Vice-President  and  General  Manager, 
American  Steamship  Owners  Association. 

New  York,  Sept.  30,  1921. 


BOX  SHOCKS  FROM  BELHAVEN,  N.  C. 

The  Traffic  World   Washington  Bureau 

Sporadic  water  competition,  which  promises  to  become 
regular  was  set  up  as  a  reason,  by  the  Norfolk  Southern  at  a 
hearing  on  one  of  its  applications,  October  3,  in  Washington, 
why  it  should  have  fourth  section  permission  to  make  rates  on 
box  shocks  from  Belhaven,  N.  C.,  to  Bayonne  and  Constable 
Hook,  N.  J.,  where  the  Standard  Oil  Company  has  plants  where 
box  shocks  are  needed.  At  the"  hearing,  before  Special  Examiner 
Pitt,  J.  F.  Dalton,  speaking  for  the  Norfolk  Southern,  said  that 
box  snooks  are  being  moved  from  that  part  of  North  Carolina 
by  water  to  the  destinations  mentioned,  at  less  than  the  rail 
rate.  He  was  corroborated  in  that  assertion  by  C.  E.  Sheffe,  a 
representative  of  the  traffic  department  of  the  Standard  of  New 
Jersey.  Mr.  Buys,  representing  the  manufacturer,  told  about 
the  capacity  and  the  production  of  the  mill  from  which  the 
Standard  would  buy  if  it  could  have  the  shocks  hauled  by  rail 
at  a  rate  as  low,  all  things  considered,  as  is  made  by  the  ships 
that  put  into  the  North  Carolina  ports  and  compete  for  the 
traffic. 

There  is  a  great  margin  between  the  capacity  and  the  produc- 
tion of  the  plant  It  was  brought  out  incidentally,  that  that  dif- 
ference exists  because  boats  from  the  Pacific  coast  bring  box 
shocks  to  the  New  Jersey  markets  for  less  than  the  North 
Carolina  manufacturer  feels  he  can  afford  to  sell  them.  No 
relief,  however,  was  asked  on  account  of  the  water  competition 
from  the  Pacific  coast.  The  application  was  for  relief  on  ac- 
count of  the  competition  set  up  by  the  tramp  boats  in  the  coast- 
wise trade. 


produce  59.49  per  cent  of  total  production  of  lumber.  The 
second  group  consists  of  21,761  small  mills  producing  less  than 
ten  million  feet  and  which  although  they  represent  96.52  per  cent 
of  the  total  number  of  mills,  produce  only  40.57  per  cent  of 
the  total  investment.  These  mills,  together  with  the  many 
wholesalers  who  distribute  their  product,  are  directly  and  con- 
stantly in  competition  with  the  large  mills. 

"The  large  lumber  mills,  with  heavy  capital  investments, 
possess  huge  tracts  of  timber,  operate  permanent,  costly  mills 
and  their  capital  enables  them  to  carry  large  stocks  of  mixed 
lumber  and  if  they  so  desire  to'  maintain  large  sales  organiza- 
tions and  even  chains  of  their  own  retail  yards.  Such  mills, 
for  the  most  part,  distribute  their  lumber  direct  to  the  re- 
tailer. The  small  mills,  on  the  other  hand,  having  very  small 
capital,  operate  small  portable  mills  on  the  scattered  tracts  of 
timber  which  the  large  mill  cannot  reach  with  its  costly  organ- 
ization and  on  the  cut-over  lands  which  have  been  deserted  by 
the  large  mills.  The  operations  of  the  small  mills  are  of  great 
public  importance  in  that  they  conserve  the  many  small  isolated 
timber  tracts  and  develop  local  communities  by  aiding  in  clear- 
ing the  land  and  furnishing  employment  to  farmers.  Their 
capital  and  credit  is  so  small  that  they  cannot  carry  lumber 
in  stock  for  'protracted  periods  or  sell  on  credit  or  maintain" 
a  sales  organization  or  assume  the  risks  of  distribution.  They 
must  ship  their  lumber  the  instant  it  is  available  and  realize 
their  return  quickly.  They,  therefore,  rely  upon  the  wholesaler 
with  his  expert  knowledge  of  market  conditions  for  the  dis- 
tribution of  their  lumber,  putting  their  cars  as  soon  as  avail- 
able in  transit  for  subsequent  reconsignment.  The  wholesaler 
advances  80  per  cent  or  more  of  the  value  of  the  shipment, 
sometimes  even  advancing  money  to  cover  payroll  or  the  pur- 
chase of  additional  timber.  By  use  of  the  so-called  transit  car 
the  small  mill  thus  immediately  turns  his  production  into  money, 
frees  his  capital  for  use  in  operation  and  increases  his  ability 
to  compete  in  the  lumber  market.  The  small  mill  operators, 
by  reason  of  their  great  number,  scattered  location  and  large 
production,  are  a  great  competitive  force  tending  to  hold  prices 
to  the  public  at  reasonable  levels." 


LUMBER  PENALTY  CHARGE 

The  Traffic  World   Washington  Bureau 

The  antagonistic  factions  in  the  lumber  industry,  typified 
by  the  American  Wholesale  Lumber  Association  and  the  Na- 
tional Lumber  Manufacturers'  Association,  have  locked  horns 
over  the  tariffs  of  the  Toledo,  St.  Louis  &  Western,  Kansas, 
Oklahoma  &  Gulf,  Chicago  &  Eastern  Illinois  and  Chicago  & 
Alton,  which  propose  the  cancellation  of  the  ?10  a  day  penalty 
demurrage  charge  on  lumber.  The  wholesalers  protest  against 
suspension  of  the  cancellation  tariffs  while  the  other  association 
suggests  that,  inasmuch  as  the  $10  a  day  penalty  is  in  issue  in 
a  formal  docket  awaiting  the  decision  of  the  Commission,  it 
would  be  wise  to  suspend  the  schedules  proposing  the  elimina- 
tion of  the  penalty.  The  schedules  are  dated  to  become  effective 
October  15  and  the  five  following  days,  the  Kansas,  Oklahoma  & 
Gulf  tariff  having  the  earliest  effective  date. 

In  their  protest  against  suspension,  Davies  &  Jones,  for 
the  wholesalers,  have  reviewed  the  arguments  made  in  the  various 
prior  proceedings  in  which  penalty  demurrage  has  been  the 
subject  under  discussion.  In  the  same  way  Brown  &  aoyle  have 
reviewed  the  case  from  the  point  of  view  of  the  lumbermen  who 
maintain  yards  and,  by  implication,  do  not  engage  in  the  transit 
lumber  business. 

According  to  the  attorneys  for  the  wholesalers,  the  group 
that  is  asking  for  the  suspension  of  the  cancellation  supplements 
"is  composed  of  785  large  mills  manufacturing  ten  million  or 
more  feet  annually,  which  group  although  representing  only  about 
3.48  per  cent  of  the  total  number  of  mills  in  the  United  States 


MERCHANT  MARINE  CONFERENCE 

Delegations  from  chambers  of  commerce  and  business  organi- 
zations in  20  middle  western  and  Pacific  coast  states  participated 
in  a  conference  on  the  future  of  the  American  merchant  marine, 
held  in  Cincinnati,  October  7,  under  the  auspices  of  the  Chamber 
of  Commerce  of  that  city. 

Addresses  were  made  by  Edward  C.  Plummer,  member  of 
the  Shipping  Board,  and  E.  S.  Gregg,  chief  of  the  transporta- 
tion division  of  the  Department  of  Commerce.  Mr.  Plummer 
spoke  on  the  Jones  law  and  the  American  merchant  marine,  and 
Mr.  Gregg  discussed  methods  adopted  by  the  Department  of 
Commerce  to  develop  American  overseas  shipping. 

The  Cincinnati  meeting  was  the  outgrowth  of  a  tour  made 
within  the  last  few  weeks  by  Matthew  Hale,  of  Washington, 
and  Captain  William  H.  Stayton,  of  Baltimore,  members  of  the 
executive  committee  of  the  .National  Merchant  Marine  Associa- 
tion, in  the  interest  of  a  permanent  and  efficient  merchant  ma- 
-  rine  under  American  ownership. 

The  purposes  of  the  tour  were  indorsed  by  President  Hard- 
ing in  a  letter  to  the  National  Merchant  Marine  Association, 
which  was  read  at  the  Cincinnati  meeting.  Writing  to  the  secre- 
tary of  the  national  organization,  President  Harding  said:. 

I  have  been  interested   in  what  you  have  told  me  about  the   plan 

•-of  your  association  to  have  the  case  for  an  American  merchant  marine 

presented    throughout    the    country    hy    thoroughly    qualified    speakers. 

I  have  for  many  years  been  firmly  convinced  that  the  development 
of  our  merchant  marine  is  of  prime  importance  to  the  country,  and 
also  that  there  can  be  no  hope  of  such  a  development  unless  a  national 
attitude  of  mind  shall  be  developed  and  sustained  in  sympathy  and 
understanding  with  the  effort. 

In  the  last  few  years  there  has  been  important  progress  in  this 
direction,  but  there  remains  to  be  done  a  vast  deal  of  work  along 
these  lines.  I  earnestly  hope  your  plan  of  encouraging  the  right  kind 
of  public  sentiment  on  this  subject  may  produce  the  useful  results 
which  you  anticipate. 

The  establishment  of  new  foreign  trade  routes  and  preferen- 
tial rates  for  cargoes  carried  in  American  ships  were  among 
the  questions  considered  at  the  Cincinnati  gathering. 

Thomas  J.  Davis,  chairman  of  the  Forum  Committee  of  the 
Cincinnati  Chamber  of  Commerce,  presided  akthe  meeting.  Let- 
ters and  telegrams  received  by  the  Cincinnati  Chamber  from  busi- 
ness organizations  in  various  cities  indicate  unqualified  support 
of  the  movement  throughout  the  middle  west.  Indorsements  of 
the  merchant  marine  act  have  been  received  from  scores  of  ship- 
ping organizations  and  chambers  of  commerce,  it  was  stated. 


JURISDICTION   OVER  STATE   RATES 

Senator  Nicholson  of  Colorado  has  introduced  a  bill  (S.  2510) 
identical  with  that  (H.  R.  8131)  introduced  by  Representative 
Hoch  of  Kansas,  providing  for  limitation  of  the  power  of  the 
Interstate  Commerce  Commission  over  intrastate  rates  to  the 
removal  of  discrimination  against  persons  and  localities  (see 
Traffic  World,  August  20). 


Octotx-r  8.  1921 
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PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern  steel   and   concrete  pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y..  N.  H.  &  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 


RAILROAD  CONNECTIONS 

Freight  shipped  over  PORT  OF  TACOMA  PIER  ONE 

may  be  routed  via  any  of  four  great  transcontinental 
railway  systems  and  their  connections,  the  Chicago,  Mil- 
waukee £&»  St.  Paul,  Northern  Pacific,  Great  Northern, 
and  Union  Pacific.  Cars  from  these  roads  are  switched 
alongside  our  sheds  or  to  ships  loading  at  our  docks 
without  extra  charge  to  the  shipper,  thereby  insuring 
fast  and  economical  service. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  ;n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department 

Traffic  S.rrice  Corporation,  Colorado  Building,  Washington,  D.  C.  : 
' 

Notice  of  Claim — Waiver  of,  by  Carrier 

Pennsylvania. — Question:  A  shipment  of  iron  ore  from  one 
of  the  lake  ports  to  a  certain  destination  in  Pennsylvania  was 
delivered  by  transportation  company  at  another  destination  to  a 
different  party.  This  conversion  was  not  discovered  until  after 
six  months  had  elapsed,  and  it  was  about  eight  months  before 
claim  was  filed.  Transportation  company  has  declined  payment 
of  claim,  citing  the  U.  S.  Supreme  Court  decision  in  the  case  of 
Georgia,  Florida  &  Alabama  Railway  Company  vs.  Blish  Milling 
Company,  No.  292,  October  term,  1915.  I  also  find  that  in  The 
Traffic  World  of  October  30,  1920,  page  821,  you  have  cited  simi- 
lar instances. 

I  should  like  to  inquire  if  our  only  hope  of  obtaining  payment 
for  the  ore  is  through  suit  against  the  railroad  within  the  two- 
year  limit  or  to  accept  settlement  which  is  offered  us  by  the 
company  receiving  the  goods,  which  is  very  much  less  than  our 
invoice  price.  This  is  an  interstate  shipment. 

Answer:  In  Georgia,  Florida  &  Alabama  Ry.  Co.  vs.  Blish 
Milling  Co.,  241  U.  S.  190,  it  was  held  that  the  carriers  cannot 
waive  the  defense  of  a  failure  on  the  part  of  a  shipper  to  file  a 
claim  or  notice  thereof  within  the  prescribed  time,  even  though 
the  goods  are  converted  by  them.  There  are  decisions  of  the 
state  courts  which  hold  to  the  contrary,  however. 

Therefore,  if  you  did  not  give  the  carrier  notice  of  claim 
within  six  months  after  a  reasonable  time  for  delivery  had 
elapsed,  your  only  right,  of  action  is  against  the  party  receiving 
the  goods,  for  their  reasonable  value,  unless  the  carrier  has 
through  some  action  on  its  part  waived  the  filing  of  a  claim  or 
notice  thereof  and  the  decisions  of  the  state  in  which  suit  is 
brought  are  to  the  effect  that  such  a  defense  may  be  waived. 
Undercharge — Time  Within  Which  Suit  for  Collection  May  Be 

Filed 

New  York. — Question:  Please  refer  to  your  answer  to  "Min- 
nesota" in  The  Traffic  World,  issue  of  September  17,  relative  to 
length  of  time  in  which  a  carrier  may  file  claim  for  undercharge. 

We  are  in  receipt  of  an  undercharge  bill  covering  a  shipment 
made  September  25,  1917.  This  bill  was  received  on  September 
21,  1921,  and  we  would  appreciate  your  advising  whether  or  not 
carrier  can  lawfully  collect  this  charge  or  whether  or  not  same 
has  been  outlawed. 

Answer:  Inasmuch  as  the  cause  of  action  accrued  prior  to 
March  1,  1921,  the  carrier  may  file  its  suit  for  the  undercharge 
within  the  period  of  limitation  prescribed  by  the  statutes  of  your 
state,  which  period,  according  to  Hubbell's  Legal  Directory,  is 
six  years. 

Overcharges — Time  Within  Which  to  File  Claim 

Pennsylvania. — Question:  What  is  the  time  limit  or  how  far 
back  can  we  go  in  re-entering  fabrication-in-transit  claims  which 
have  been  paid  on  the  wrong  basis? 

Answer:  In  the  event  that  it  is  necessary  for  you  to  appeal 
to  the  Interstate  Commerce  Commission,  such  claims  must  be 
filed  within  two  years  after  the  cause  of  action  accrued,  under 
section  16  of  the  interstate  commerce  act. 

In  the  event  suit  is  filed  in  a  court  of  law,  inasmuch  as  the 
action  against  the  carrier  is  for  money  had  and  received,  the 
period  of  limitation  for  the  bringing  of  such  an  action  is  governed 
by  the  statute  of  the  state  wherein  the  suit  is  brought.  In  your 
state  the  plaintiff  has,  according  to  Hubbell's  Legal  Directory, 
six  years  from  the  date  the  cause  of  action  accrued  within  which 
to  bring  suit. 

Damages — Freight  Charges 

Iowa. — Question:  I  note  on  page  557  of  the  September  17 
issue  of  The  Traffic  World  that  shippers  may  recover  prepaid 
freight  charges,  when  consignment  fails  to  arrive  at  destination. 

Recently  we  made  a  less-carload  shipment,  that  was  never 
delivered  to  consignee.  We  filed  our  claim  for  invoice  value, 
plus  the  prepaid  freight  charges,  as  our  invoice  read  "Freight 
prepaid"  (no  f.  o.  b.  destination  notation  thereon).  Claim  agent 
has  refused  to  include  the  prepaid  freight  charges  in  making  set- 
tlement and  has  asked  us  to  amend  our  claim  to  invoice  value, 
which  he  claims  is  our  actual  loss  and  which  amount  we  would 
have  received  in  settlement  had  the  shipment  been  delivered  to 
consignee.  Please  advise  if  above  decision  holds  good  in  such 


a  case  and  quote  full  authority  by  which  we  may  force  payment 
of  claim  as  filed. 

Answer:  The  case  referred  to  is  one  covering  the  liability 
of  steamship  operators  to  return  prepaid  freight  charges  which 
had  been  paid  in  advance  under  a  contract  for  the  transportation 
of  freight,  which  contract  was  not  executed,  for  the  reason  that 
the  steamship  operators  had  falsely  solicited  from  the  plaintiff 
freight  for  a  voyage  which  the  steamship  company  did  not  enter 
upon,  and  does  not  cover  the  return  of  prepaid  freight  charges 
for  goods  lost  in  transit  through  the  negligence  of  a  common 
carrier. 

The  true  measure  of  damages  to  be  applied  under  the  deci- 
sion in  the  McCaull-Dinsmore  case  is  the  value  at  destination 
at  the  time  the  goods  should  have  arrived,  less  transportation 
charges.  This  for  the  reason  that,  .  while  the  shipper  is  not 
bound  to  pay  freight  where  the  carrier  fails  to  perform  his  obli- 
gation to  deliver  in  good  condition,  yet  the  shipper  should  not 
have  the  advantage  of  the  increased  value  of  the  goods  due  to 
their  transportation,  and  is  entitled  only  to  the  net  value  at 
destination. 

If  there  is  no  establised  market  value  at  destination,  the  fair 
and  reasonable  value  of  the  goods  at  destination  is  the  basis  of 
recovery.  One  way  of  determining  this  value  is  to  use  the  origin, 
or  invoice  value  (assuming  that  the  invoice  value  represents  the 
origin  value),  plus  the  freight  charges  to  destination. 

Notice  to  Consignee  of  Refused  or  Unclaimed  Goods 

Indiana. — Question:  Under  date  of  May  24,  1921,  we  filed  a 
claim  with  the  American  Railway  Express  Company  for  the  loss 
in  transit  of  a  shipment  consigned  to  a  party  in  Oklahoma,  as 
we  had  received  information  from  their  local  agent  that  soon 
after  the  shipment  had  arrived  at  destination  the  destination 
express  office  was  entered  and  our  shipment  stolen. 

Claim  agent  of  the  American  Railway  Express  has  declined 
the  claim  we  have  filed  for  the  loss  of  this  shipment,  advising 
that  their  investigation  brought  out  the  fact  that  the  shipment 
arrived  at  destination  on  April  11,  1921,  at  2:45  p.  m.  and  con- 
signee was  immediately  notified  by  telephone,  but  refused  the 
shipment,  claiming  same  had  not  been  ordered.  He  also  advises 
that  their  agent  sent  a  postal  notice  to  the  consignee  on  the 
same  date,  but  neglected  to  send  one  to  us,  the  shippers,  for 
the  reason,  the  consignee  explained  to  him,  that  he  would  imme- 
diately write  us  on  the  subject. 

Authority  for  the  declination  of  this  claim  is  based  on  the 
alleged  fact  that  after  the  consignee  had  been  officially  notified 
the  express  company's  services  as  a  transportation  company  had 
been  fully  rendered  and  their  responsibility  was  then  as  a  ware- 
houseman only,  and  action  in  this  capacity  for  which  they  made 
no  charge,  they  were  not  responsible  for  conditions  over  which 
they  had  no  control. 

While  we  understand  that  they  are  not  responsible  as  car- 
riers after  a  shipment  is  on  hand  more  than  48  hours  after  the 
first  a.  m.  after  notice  of  arrival  is  directed  to  the  consignee,  we 
feel  that,  in  view  of  the  fact  they  should  have  notified  us  of  the 
consignee's  refusal  and  afforded  our  shipment  sufficient  protec- 
tion to  remove  the  possibility  of  it  being  stolen,  we  have  a  claim  . 
against  them  for  the  full  value  of  this  consignment. 

Answer:  It  is  generally  held  that,  in  addition  to  warehous- 
ing the  goods,  the  carrier  is  chargeable  with  the  duty  of  notify- 
ing the  consignor  of  the  consignee's  failure  or  refusal  to  accept 
the  goods,  although,  according  to  some  cases,  such  notice  is 
necessary  only  where  it  would  be  a  failure  to  exercise  due  care 
in  the  protection  of  the  goods  not  to  give  it.  A  case  wherein 
the  carrier's  duty  and  liability  under  such  circumstances  is 
clearly  defined  is  Adler  vs.  Weir,  96  N.  Y.  S.  736.  In  that  case  it 
was  held  that  where  a  carrier  transported  the  goods  to  the  con- 
signee and  tendered  delivery  to  him,  which  the  consignee  refused 
to  accept,  its  duty  as  carrier  was  performed,  and,  although  it 
failed  to  notify  the  consignor  of  the  consignee's  refusal  to  accept 
the  goods,  it  was  not  liable  for  the  subsequent  loss  of  the  goods 
by  theft  from  it,  in  the  absence  of  proof  of  negligence  as  a  bailee. 
In  this  case  it  was  said:  -"Assuming,  but  without  deciding,  that 
it  was  the  duty  of  the  carrier  herein  to  notify  the  consignor 
of  the  refusal  of  the  consignee  to  accept,  it  must  be  determined 
that  its  failure  so  to  do  was  not  proximate  to  the  loss  of  the 
goods,  and  where  the  refusal  to  deliver  is  explained  by  the  fact 
appearing  that  the  goods  have  been  lost,  either  destroyed  by  fire 
or  stolen  by  thieves,  and  the  bailee  is  therefore  unable  to  de- 
liver them,  there  is  no  prima  facie  evidence  of  his  want  of  care, 
and  the  court  will  not  assume,  in  the  absence  of  proof  on  that 
point,  that  such  fire  or  theft  was  the  result  of  his  negligence. 
— Claflin  vs.  Meyer,  75  N.  Y.  260,  262,  31  Am.  Rep.  467. 

So  in  the  instant  case  if  you  can  prove  that,  if  the  carrier 
had  notified  you  of  the  consignee's  refusal  within  a  reasonable 
time,  you  could  have  taken  such  action  as  would  have  prevented 
the  loss,  you  can  probably  recover  damages  from  the  carrier  for 
its  negligence. 

Damages — Measure  of 

Missouri. — Question:  We  shipped  an  electric  motor  weighing 
4,760  pounds  to  one  of  our  sawmills.  On  arrival  this  motor  was 
found  to  be  in  damaged  condition  and  the  mill  company  made 
sufficient  repairs  to  enable  them  to  put  the  motor  in  service  and 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  lor  Atlantic,  Gull  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service — 
A-l  Steamers 

Mobile  /  West  African  ports,  via  Azores,   Canary 
and  Madeira  Islands. 
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we  submitted  the  matter  to  the  factory.  The  factory  advised  us 
that  if  the  motor  was  shipped  back  to  them  it  would  cost  about 
$600  to  put  it  in  same  condition  as  when  it  was  shipped.  It 
was  necessary  for  our  mill  to  use  this  motor  at  once,  so  we  could 
not  ship  it  back  to  factory.  It  was,  therefore,  patched  up  and 
put  in  running  order.  While  it  is  true  the  motor  is  in  running 
condition  and  the  expense  of  putting  it  in  that  condition  was 
comparatively  small,  yet  at  the  same  time  the  value  of  the  motor 
has  been  very  much  depreciated  and  we  would  like  to  inquire 
if  there  is  any  possible  chance  of  securing  an  amount  from  the 
carriers  in  excess  of  amount  actually  spent  in  putting  it  in  op- 
eration? If  we  should  attempt  to  sell  this  motor  we  would  have 
to  stand  a  much  larger  depreciation  in  this  motor  than  if  this 
damage  had  not  occurred.  In  other  words,  while  we  succeeded 
in  patching  up  this  motor,  it  is  far  from  being  as  good  as  new, 
and  it  seems  to  us  we  are  entitled  to  some  additional  allowance 
over  and  above  the  amount  actually  incurred  in  patching  it 
up,  for  the  reason  that  undoubtedly  we  would  have  to  stand  a 
much  larger  depreciation  when  we  came  to  sell  this  motor  sec- 
ond hand  than  we  would  have  had  to  stand  were  it  not  damaged. 
Kindly  give  us  your  opinion. 

Answer:  While  there  are  only  a  few  cases  which  cover  this 
point,  it  seems  to  be  fair  and  reasonable  that  in  the  event  the 
goods  are  enhanced  in  value  to  a  figure  in  excess  of  their  value 
in  their  damaged  condition  through  the  efforts  of  the  shipper,  the 
carrier  should  compensate  the  shipper  for  the  expense  of  the 
repairs  thereto.  The  proper  measure  of  damages  is  then  the 
difference  between  the  value  of  the  goods  in  the  condition  they 
should  have  arrived  at  destination  and  their  value  after  the  re- 
pairs were  made,  plus  the  expense  incurred  in  making  the 
repairs. 

Damages — Transportation  Charges  on  Duplicate  Shipment 

Michigan. — Question:  Under  the  contract  in  the  new  bill  of 
lading,  do  you  consider  that  the  carriers  are  required  to  pay 
express  charges  on  shipments  damaged  in  transit  by  freight  and 
duplicated  by  express? 

Especially  at  this  time  of  the  year,  we  have  many  shipments 
on  which  prompt  delivery  is  very  important,  and  in  cases  where 
there  is  damage  to  one  of  these,  we  are  wondering  if  the  ship- 
ment could  be  duplicated  by  express  in  cases  where  it  is  neces- 
sary, and  express  charges  charged  to  the  railroad  companies  on 
the  claim. 

Answer:  We  know  of  no  decisions  of  the  courts  which  in- 
clude in  the  amount  of  the  damages  awarded  for  injury  to  a 
shipment  the  amount  of  the  transportation  charges,  either  freight 
or  express,  on  a  duplicate  shipment. 

The  Commission  has,  in  two  cases,  namely,  Larkin  Co.  vs. 
E.  &  W.  Transportation  Co.,  34  I.  C.  C.  106,  and  I.  and  S.  Docket 
914,  Lost  and  Damaged  Freight  Replacements,  43  I.  C.  C.  257, 
had  before  it  the  question  of  the  carrier  transporting  free  of 
charge,  goods  shipped  to  replace  lost  or  damaged  articles.  In 
the  last  referred  to  case  the  Commission,  on  page  258,  in  re- 
ferring to  a  rule  which  the  carriers  sought  to  cancel,  which 
rule  provided  for  waiving  the  freight  charges  where  portions  of 
shipments  had  been  lost  or  damaged  and  duplicates  thereof 
shipped  to  replace  such  lost  or  damaged  articles,  says  that  this 
rule  is  but  a  method  of  discharging  in  part  a  damage  claim  with 
free  transportation  and  refers  to  the  case  of  L.  &  N.  Ry.  vs. 
Mottley,  219  U.  S.  467,  in  which  case  the  Supreme  Court  of  the 
United  States  said  that  the  passenger  has  no  right  to  buy  tickets 
with  services,  advertising,  releases,  or  property,  nor  can  the 
railroad  company  buy  services,  advertising,  releases,  or  property 
with  transportation.  The  Commission  later  on,  however  makes 
the  following  statement: 

It  was  contended  in  tile  Larkin  case,  supra,  and  appears  from  this 
record  that  rules  relating  to  the  replacement  of  lost  articles  or  dam- 
aged portions  of  shipments  to  be  of  value  must  be  the  same  by  all 
carriers.  We  can  not,  with  only  the  parties  now  before  us,  determine 
and  prescribe  such  reasonable  rules  and  regulations  for  general  appli- 
cation. This  is,  however,  a  subject  which  should  have  the  prompt  ana 
careful  consideration  of  all  carriers.  There  appears  no  reason  why 
there  may  not  he  uniformity  in  this  respect.  Such  rules  should  not 
limit  the  right  of  shippers  to  receive  or  recover  the  damages  to  which 
they  would  reasonably  be  entitled  under  the  law;  and  it  should  be 
understood  that  nothing  here  said  is  intended  in  any  -way  to  limit 
such  right.  Neither  is  any  language  contained  in  our  reports  in  the 
Larkin  case  to  be  construed  as  precluding  the  carrier  from  allowing 
as  an  integral  part  of  a  claim  for  the  property  damaged  the  trans- 
portation charges  paid  on  the  duplicate  shipment. 

It  appears  that  a  carrier  may  lawfully  include  transportation 
charges,  at  least  freight  charges,  a«  an  integral  part  of  a  claim 
for  damage  to  property,  but,  as  stated  above,  we  are  not  aware 
of  any  decision  which  holds  that  it  must  be  done. 
Misrouting — Liability  of  Carrier  for,  When  Shipper's  Instructions 
Are  Not  Complete 

Ohio. — Question:  During  the  month  of  June  we  made  sev- 
eral L.  C.  L.  shipments  to  stations  on  the  U.  &  D.  Railroad.  The 
bills  of  lading  designated  routing  via  New  York  Central,  U.  & 
D.  Combination  of  locals  to  and  from  Kingston,  N.  Y.,  was 
assessed  in  each  instance. 

There  are  no  published  through  rates  to  stations  on  the 
U.  &  D.  In  view  of  this  fact  we  would  like  to  have  you  advise 
if  the  arrier  is  within  the  law  in  assessing  combination  of  locals 


to  and  from  Kingston,  N.  \.,  taking  into  consideration  the  locals 
to  and  from  Oneonto,  N.  Y.,  being  lower.  Do  you  consider  route 
as  shown  on  the  bill  of  lading  a  specific  one? 

Answer:  It  appears  from  the  Official  Equipment  Register 
that  there  is  a  direct  connection  between  the  New  York  Central 
R.  R.  and  the  U.  &  D.  R.  R.  at  Kingston,  N.  Y.  If  this  is  true 
or  if  the  rate  to  Kingston,  N.  Y.,  is  applicable  via  the  New  York 
Central  R.  R.  in  connection  with  the  U.  &  D.  R.  R.,  that  is,  if 
the  New  York  Central  and  the  U.  &  D.  railroads  form  a  through 
route  from  origin  to  destination,  the  New  York  Central  R.  R. 
is  not  liable  for  misrouting  the  shipments  in  not  selecting  a 
cheaper  route  in  which  those  carriers  participate,  but  with  a 
third  carrier  intervening.  See  Stebbins  vs.  D.  L.  &  W.  R.  R., 
42  I.  C.  C.  150;  McCaull-Dinsmore  Co.  vs.  C.  B.  &  Q.,  48  I.  C.  C. 
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In  the  event  of  there  being  no  direct  connection  between  the 
New  York  Central  R  R.  and  the  U.  &  D.  R.  R.,  it  was  the  duty 
of  the  initial  carrier  under  the  routing  instructions  given  by 
the  shipper,  to  route  the  shipments  via  the  cheapest  available 
route,  for  it  is  settled  that  where  a  shipper's  routing  instructions 
are  incomplete,  but  are  consistent  with  the  cheapest  available 
and  reasonable  route,  the  carrier  must  forward  the  shipment  via 
that  route  or  answer  in  damages  for  misroute.  See  Bruner  & 
Co.  vs.  Sou.  Ry.,  40  I.  C.  C.  549;  Green  Bay  Specialty  Co.  vs. 
N..  Y.  &  L.  B.  R.  R.,  50  I.  C.  C.  237;  Central  Pennsylvania  Lumber 
Co.  vs.  B.  &  S.  R.  R.,  52  I.  C.  C.  329. 

Damages — Deduction  for  Shrinkage 

Michigan.— Question:  We  have  a  claim  against  a  certain 
carrier  for  shortage  in  a  car  of  wheat.  Carrier  evinces  willing- 
ness to  pay  this  claim,  but  insists  that  we  first  make  deduction 
of  %  of  1  per  cent  for  natural  shrinkage. 

They  state  that  this  allowance  is  covered  by  the  bill  of  lading 
condition,  section  one,  paragraph  two,  and  that  it  had  been  de- 
cided that  %  of  1  per  cent  would  be  a  fair  allowance.  They 
further  state  that  this  is  not  only  in  effect  now,  but  was  at  the 
time  the  government  operated  the  railroads. 

While  it  is  true  this  was  in  effect  during  the  time  of  gov- 
ernment control,  it  was  not  prior  to  this,  and  we  believe  that 
same  expired  when  the  carriers  regained  control. 

Answer:  I.  A.  B.  Crouch  Grain  Co.  vs.  Atchison,  Topeka  & 
Santa  Fe  Ry.,  41  I.  C.  C.  717,  the  rule  in  certain  tariffs  providing 
for  deductions  in  the  adjustment  of  claims  for  loss  of  grain  in 
transit  of  %  of  1  per  cent  on  wheat,  flaxseed,  rye,  oats,  barley 
and  0/4  of  1  per  cent  on  corn  as  representing  natural  shrinkage 
was  not  found  to  be  illegal  or  unreasonable.  In  its  conclusion 
the  Commission  said:  "While  the  carrier's  liability  for  losses 
must  be  determined,  not  by  the  Commission,  but  by  the  courts, 
yet  to  insure  uniformity  and  to  avoid  unjust  discrimination,  rules 
or  practices  of  the  kind  here  under  discussion  should  be  shown 
in  the  tariffs  lawfully  filed  by  carriers  engaged  in  interstate 
transportation."  See  our  answer  to  "Californiai"  on  page  422  of 
the  August  27,  1921,  Traffic  World. 

Misquotation    of    Rate 

Pennsylvania. — Question:  "A"  is  requested  to  make  a  deliv- 
ered price  on  a  car  of  goods  by  "B,"  but  does  not  have  a  tariff 
on  file  showing  rates  on  the  commodity  in  question  to  "B's" 
shipping  point.  In  order  to  quote  on  the  business,  "A"  requests 
the  rate  from  the  local  office  of  the  originating  carrier,  who 
quotes  a  through  commodity  rate  and  confirms  same  in  writing, 
naming  tariff  authority.  "A"  quotes  "B"  a  delivered  price  on 
the  basis  of  this  rate  and  receives  order.  When  freight  bill  is 
received  covering  shipment  the  rate  used  is  9%  cents  per  cwt, 
over  the  rate  quoted  ;'A"  by  the  originating  carrier  and  is  shown 
to  be  made  on  a  combination  basis.  "A"  in  turn  takes  up  with 
the  originating  carrier  regarding  the  difference  in  freight,  who 
advise  "A"  that  their  rate  clerk  made  an  error  in  quoting  rate 
as  named  in  their  quotation  and  that  the  correct  rate  is  as  billed 
in  the  freight  bill. 

We  would  appreciate  your  views  as  to  whether  or  not 
is  entitled  to  claim  against  the  originating  carrier  for  the  dif- 
ference in  freight,  as  it  would  appear  to  be  negligence  on  their 
part  in  quoting  an  erroneous  rate,  and  we  feel  the  loss  sustained 
through  such  negligence  should  be  borne  by  them. 

Answer:  The  Interstate  Commerce  Commission  has  held  in 
a  number  of  cases  that  a  shipper  is  charged  with  notice  of  the 
lawful  tariff  rate  and  that  a  misquotation  of  a  rate  is  not  ground 
on  which  to  base  a  complaint  for  reparation.  See  Obear-Nester 
Glass  Co.  vs.  Pacific  Ry.  Co.,  41  I.  C.  C.  446,  and  Utah  Wholesale 
Grocery  Co.  vs.  N.  &  W.  Ry.  Co.,  39  I.  C.  C.  345. 

Under  section  6  of  the  interstate  commerce  act  a  carrier 
who  shall  misstate  in  writing  the  applicable  rate  after  written 
request  upon  the  agent  of  the  carrier  is  liable  to  a  penalty  c 
$250,  which  penalty  may  be  recovered  in  a  civil  action  brought 
by  the  United  States,  but  this  penalty  accrues  to  the  United 
States  and  not  to  the  shipper.  See  the  decision  of  the  Supreme 
Court  of  the  United  States  in  the  Henderson  Elevator  Case,  226 
U.  S.  441. 

Demurrage — Refusal  of  Delivery  Because  of  Carrier's  Failure  to 
Sign  Order  Bill  of  Lading 

Minnesota. — Question:    Kindly  let  me  know  what  ruling,  if 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ; 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 
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any,  has  been  given  on  the  following  problem  regarding  de- 
murrage: 

Country  elevator  loads  car  of  grain  for  Minneapolis  and  car 
moves  and  shipper  sends  order  bill  of  lading  NOT  signed  by  rail- 
road agent  at  point  of  origin  and  joint  agent  at  Minneapolis  will 
not  accept  the  unsigned  order  bill  of  lading  as  valid,  necessitat- 
ing our  taking  the  bill  to  commercial  office  for  them  to  wire 
agent  at  point  of  origin  for  authority  to  sign  the  bill.  Mean- 
while demurrage  has  accrued  and  we  are  inclined  to  believe  that 
it  is  the  carrier's  duty  to  give  a  receipt. 

Answer:  If,  as  we  assume,  the  bill  of  lading  in  question 
was  accompanied  by  a  draft,  which  draft  was  paid  by  the  party 
to  be  notified,  in  order  to  obtain  possession  of  the  bill  of  lading, 
the  fact  that  this  bill  of  lading  was  not  signed  by  the  agent 
of  the  carrier  at  point  of  origin,  was  not,  in  our  opinion,  a 
sufficient  reason  for  withholding  delivery  of  the  car  from  the 
party  presenting  same  to'  the  destination  carrier,  for  the  reason 
that  the  carrier  assumed  no  liability  in  making  delivery  of  the 
car.  See  the  Commission's  opinion  in  Dock  4913,  Unreported 
Opinion  No.  A-68,  Thos.  C.  Linger  et  al.  vs.  C.  C.  C.  &  St  L. 
Ry.  Co 


Under  the   circumstances,   the  Commission   said,   there   was  no 
basis  for  any  guaranty  to  the  carrier. 


SUGAR    RATE    CONFERENCE 

Announcement  is  made  of  a  joint  conference  called  at  Chi- 
cago, October  12,  10: 30' a!  m.  (Chicago  time),  of  all  lines  inter- 
ested in  the  rates  on  sugar  from  producing  points  in  the  East, 
South,  West  and  Central  West  to  points  in  Western  Trunk  Line 
territory  and  Illinois  and  Ohio  River  in  connection  with  pro- 
posed changes  from  southern  producing  territory  submitted  by 
the  southern  lines  in  August — Southern  Freight  Rate  Committee 
Proposal  No.  3352 — and  the  relation  therewith  of  rates  from 
other  sections.  Shippers  will  have  an  opportunity  to  express 
their  views.  The  conference  will  be  held  at  the  Western  Trunk 
Line  Committee  room,  2222  Transportation  Building. 


GUARANTY   CLAIM    DENIED 

The  Commission  has  denied  a  claim  of  the  Ettrick  &  North- 
ern Railroad  Company  for  payments  under  the  guaranty  provided 
in  section  209  of  the  transportation  act.  The  Commission  held 
that  the  property,  which  consists  of  a  road  extending  from 
Ettrick  to  Blair,  Wis.,  a  distance  of  approximately  10  miles,  was 
not  operated  prior  to  January  20,  1919,  and  that  it  had  no  income 
or  deficit  during  the  "test  period"  of  three  years  ending  June 
30,  1917.  The  company  also  operated  its  own  property  from 
January  20,  1919,  to  February  29,  1920,  the  Commission  said. 


PETITIONS   FOR   REHEARING 

Defendants  in  No.  11824,  Farley  &  Loetscher  Mfg.  Co.  et 
al,  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  have  asked  the 
Commission  to  grant  a  rehearing  in  that  case. 

The  St.  Louis  Southwestern  Railway  Company,  the  Chicago, 
Rock  Island  &  Pacific  Railway  Company,  defendants,  Stuttgart 
Rice  Milling  Company,  Louisiana  State  Rice  Milling  Company 
and  Joy  Rice  Milling  Company,  interveners  in  No.  9922,  Lake 
Charles  Rice  Milling  Company  vs.  Abilene  &  Northern  Railway 
et  al.,  have  asked  the  Commission  to  set  aside  its  order  of  July 
25  and  to  grant  a  rehearing  in  that  case. 


WICHITA   N.  W. STOCK 

The  Wichita  Northwestern  Railway  Company  has  applied 
to  the  Commission  for  authority  to  issue  $10,000  of  common  stock 
and  $10,000  of  capital  stock  per  mile  ,of  railroad  to  be  located 
between 'Vaughn  and  La  Crosse,  Kan.,  a  distance  of  approxi- 
mately 14  miles.  The  stock  will  be  used  to  raise  funds  for 
the  construction  of  the  road.  The  company  also  requested  au- 
thority to  issue  a  first  mortgage  of  $6,000  per  mile  on  the  new 
road. 


RATES  ON   PETROLEUM 

In  Investigation  and  Suspension  No.  1407,  the  Commission 
suspended  from  October  1  until  January  29  schedules  published 
in  supplements  Nos.  18  and  19  to  Agent  Speiden's  I.  C.  C.  No.  453. 
The  suspended  schedules  propose  the  cancellation  of  the  local 
rate  of  24%  cents  and  proportional  rate  of  22  cents  per  100 
pounds,  on  petroleum  and  petroleum  products  from  Memphis, 
Tenn.,  to  Louisville,  Ky.,  and  apply  in  lieu  thereof  a  class  rate 
of  57%  cents  per  100  pounds. 


ABANDONMENT  OF  VIRGINIA   ROAD 

C.  W.  Dudley,  receiver  of  the  Franklin  &  Pittsylvania  Rail- 
road Company,  has  petitioned  the  Commission  for  authority  to 
abandon  its  line  of  railroad  from  Rocky  Mount  to  Pittsville,  Va., 
a  distance  of  29.9  miles.  The  receiver  says  the  road  cannot  be 
operated  except  at  heavy  loss;  that  the  property  and  equipment 
is  in  bad  repair;  that  the  company  has  no  capital  and  that  it 
has  heavy  indebtedness.  The  road  has  been  operated  for  forty 
years  and  there  has  been  a  deficit  every  year,  the  receiver  says. 


Docket  of  the  Commission 


Note.     Items  In  the  Docket  marked  with  an  asterisk  (*)   are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will   be   noted  elsewhere. 
October  10 — Chicago,  111. — Examiner  Wagner: 

I.  and  S.  1379 — Storage  charges  on  apples  and  years  in  eastern  group 

of  transcontinental  traffic. 
October    10 — Milwaukee,    Wis. — Examiner   Queredo: 

12878 — Milwaukee  Western  Fuel  Co.  vs.  Director  General. 
October  10 — Huntington.  W.  Va. — Examiner  Money: 

12901— Willard   Coal   Co.   et   al.   vs.   Eastern  Ky.  Ry.  et  al. 
October  10 — Tulsa,  Okla. — Examiner  Seal: 
13053 — Barnsdall  Refining  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12365 — Oklahoma  Iron   Works   et  al.   vs.   Director   General,   A.   C.   & 

Y.  et  al. 
October  10 — Minneapolis,  Minn. — Examiner  H.  J.  Wagner: 

I.  and  S.  1390 — Cedar  poles  from  Minnesota  to  Canadian  points. 
October  10 — Washington,  D.  C. — Examiner  Paulson: 

12707 — Chapin  Sacks  Corp.  vs.  A.  C.  L. 
October  10 — Beaumont,  Tex. — Examiner  Mackley: 

11764 — In  the  matter  of  intrastate  rates  within  the  state  of  Texas. 
(Rates  on  crude  and  fuel  oil  and  commodities  taking  same  rates 
moving  for  distances  less  than  covered  by  maximum  rate  on  oil.) 
8418 — Railroad  Commission   of  Louisiana  vs.   Aransas   Harbor  Ter- 
minal. 
October  10 — Harrisburg,  Pa. — Examiner  Witters: 

12917 — The  Central  Iron  and  Steel  Co.  vs.  Director  General. 
October  10 — Washington,  D.  C. — Examiner  Early: 

12726 — Hagerstown  Chamber  of  Commerce  vs.  Western  Md.  et  al. 
October  10 — Galveston,  Tex. — Examiner  Keeler: 

12681 — In  re  charges  for  wharfage,  handling,  storage  and  other  ac- 
cessorial services  at  south  Atlantic  and  gulf  ports. 
October  10 — St.  Louis,   Mo. — Examiner  Kephart: 

12716— Utah  Gilsonite  Co.  vs.  A.  T.  &  S.  F.  et  al. 
October  11— Chicago,  111. — Examiner  Wagner: 

I.   and    S.    1380 — Scrap   paper,    rags   and   old  rope   between   Western 

Trunk  Line  points. 

October  11 — Tulsa,  Okla. — Examiner  Seal: 
11354 — Producers'   Refining  Co.  vs.   Director  General,  G.   C.   &   S.   F. 

et  al. 

October  11 — Minneapolis,  Minn. — Examiner  H.  J.  Wagner: 
12943 — W.  P.  Devereaux  Co.  vs.  Diretcor  General. 
13022 — W.  P.  Devereux  Co.  vs.  Director  General. 
October  11 — Washington,  D.  C. — Examiner  Early: 

12883 — Marion    Extract -Co.,    Inc.,    et    al.    vs.    Director    General    and 
Marion  &  Rye  Valley. 


October  11 — Louisville,  Ky. — Examiner  Fleming: 

I.  and  S.  1391 — Transit  privileges  on  lumber  at  Memphis,  Tenn.,  and 

Louisville,  Ky.,  originating  in  Ark.  and  La. 
October  11 — Buffalo,   N.  Y. — Examiner  Witters: 

1.  and  S.  1394 — Switchin<*  charges  at  Attica,  N".  Y. 
October  12 — Chicago.  111. — Examiner  Wagner: 

I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  111..  St.  Louis. 

Mo.,  and  intermediate  main  line  points. 
October  12 — Tulsa,   Okla. — Examiner  Seal: 
*   I.    and    S.    1407 — Petroleum    and    products    from    Memphis.    Tenn..    to 

Louisville,  Ky. 
October  12 — Washington,  D.  C. — Examiner  Early: 

I.  and  S.  1405 — Cottonseed  cake,  meal  and  oil  from  Arkansas,  Louisi- 
ana,  Missouri,   Oklahoma  and  Texas. 

October  12 — Minneapolis,  Minn. — Examiner  H.  J.  Wagner: 
12882 — Moore  &  Moore,  Inc..  vs.  Director  General. 
12930 — Carney  Cement  Co.  vs.   Director  General,  C.  St.   P.   M.  &  O. 
October  12 — Argument  at  Washington,  D.  C.: 

I.  and  S.  1272 — Switching  and  absorption  at  Minneapolis. 
8297— Acme  Cement  Plaster  Co.  vs.  A.  C.  &  Y.  Ry.  et  al. 
8386— American  Cement  Plaster  vs.  Mich.  Cent.  R.  R.  et  al. 
October  12 — Louisville,  Ky. — Examiner  Fleming: 

12887 — National   Veneer  and    Panel    Manufacturers'    Assn.    et   al.    vs. 

Aberdeen  &  Rockfish  et  al. 

12713— The  Singer  Mfg.  Co.  vs.  III.  Cent,  et  al. 
12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  et  al 
12715— The  Singer  Mfg.  Co.  vs.  Director  General,  C.  &  E.  I.  et  al. 
12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 
October  12 — Springfield,  111. — Examiner  Quevedo: 

12944 — In  the  matter  of  intrastate  rates  on  railroad  cross  ties  within 

the  state  of  Illinois. 
October  12— Buffalo,  N.  Y.— Examiner  Witters: 

I.  and  S.  1399 — Lumber  from  North  Tonawanda,  N.  Y.,  to  Canandai- 
gua,  N.  Y. 

October  13 — Chicago,  111. — Examiner  W.  H.  Wagner: 
"  I.  and  S.  1414 — Packing  requirements,  estimated  weights  and  weigh- 
ing of  eastbound  transcontinental  deciduous  fresh  fruits. 
October  13 — St.  Louis.  Mo. — Examiner  Money 
'    I.    arid   S.    1406— Restriction   of  switching  absorptions   to   competitive 

traffic  at  St.  Louis,  Mo.,  and  East  St.  Louis,   III. 
October  13 — Argument  at  Washington.  D.  C.: 
9702 — Memphis   Southwestern   investigation. 
7304— The  City  of  Memphis  et  al.  vs.  C.  R.  I.  &  P.  et  al. 

'27— Railroad  Commission  of  Arkansas  et  al.  vs.  Ark.   Cent,  et  al. 
9886— Chamber  of  Commerce,   Monroe.  La.,  vs.  Ark.  &  La.  Midland 


October  8, 


THK    TRAFFIC     WORLD 


735 


The  book  that  the  entire  commercial  world  has  been  waiting  for 

Laws  governing  the  settlement  of 

Claims  Against  Common  Carriers 


for 


Loss,  Damage,  Injury,  and  Delay 

to 

Property  Transported  in  Interstate  and  Foreign  Commerce 

entitled 
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Covers  all  questions  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  status 
of  carriers'  liability,  and  validity  of  limited-liability  clauses  in  bills  of  lading  under  Section  20  of  the  Inter- 
state Commerce  Act,  as  developed  by  the  "Carmack  Amendment,"  and  the  first  and  second  "Cummins 
Amendments."  The  purpose  of  the  work  is  to  state  the  present  law  governing  every  proposition  involv- 
ing carriers'  liability  in  a  manner  that  is  readily  understandable  in  its  application  to  everyday  problems. 

All  legal  works  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of  shippers  and 
carriers  have  been  rendered  obsolete  by  the  interpretation  and  construction  of  Section  20  of 
the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court. 
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The  only  up-to-date,  complete  and  authoritative  work  on  this 
very  important  and  much-misunderstood  subject.  Affects 
every  shipper  and  carrier  in  the  United  States,  whether  large  or 
small.  Treats  fully  the  many  leading  decisions  of  the  United  States 
Supreme  Court  governing  this  subject,  including  the  following  con- 
trolling cases:  McCaull-Dinsmore  Co.,  Primrose,  Lockwood,  Hart, 
Piper,  Riverside  Mills,  Croninger,  Dettlebach,  Prescott,  Starbird,  Olivit 
Bros.,  Carl,  Harriman  Bros.,  Blish  Milling  Co.,  Burke,  Pierce  Co., 
Rankin,  Robinson,  Ward,  Leatherwood,  Cramer,  Sealy,  Neiman- 
Marcus  Co.,  Hooker,  Reid,  Collins  Produce  Co.,  etc. 

A  few  of  the  important   subjects    treated: 

Common-law   liability  as  modified   by   statu 


ommon-aw  ay  as  moe  y  satue  —  xten  o  aty  o  nta,  connec 
and  terminal  carriers  —  Limited-liability  clauses  governing  transportation  of  live  s 
and  perishable  traffic  —  Vessel  owner's  liability  in  foreign  commerce  —  Rates  depen 
upon  declared  or  released  valuation  —  Liability  of  carrier  for  full  actual  loss,  dam 
or  inr  r  -  —  - 


Extent  of   liability   of   initial,    connecting. 
transportation    of    live    stock 
ependent 
damage. 


This  work  is  an  absolute  necessity  in  the  proper  settlement  of  claims  against  railroads,  express 
companies,  steamship  lines,  and  other  common  carriers,  and  is  of  exceedingly  great  value  to  business  execu- 
tives,  chambers  of  commerce,  railroad  officials,  claim  agents,  lawyers,  traffic  managers,  shipping  clerks,  etc. 

The  work  contains  a  comprehensive  ANALYSIS,  a  lucid  and  authoritative  SUBJECT-MATTER  with 
copious  notes  and  complete  citation  of  cases,  a  detailed  INDEX,  and  a  complete  TABLE  OF  CASES. 

The  work  is  printed  on  the  highest  quality  of  paper,  and  the  style  of  printing  used  provides  maximum 
legibility,  being  clear,  large  type.  425  large  pages  of  size  7%  in.  x  10%  m.  Bound  in  law  buckram. 

For  differentiation  purposes  the  Analysis  is  printed  on  pink  paper,  the  Subject-Matter  on  white  paper,  the 
Index  on  green  paper,  and  the  Table  of  Cases  on  yellow  paper.  The  mechanical  construction  and  color 
scheme  of  the  work  is  both  original  and  unique.  IT  SAVES  TIME,  LABOR  AND  MONEY. 
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10418 — Arkansas    Jobbers'    and    Manufacturers'    Assn.    vs.    Director 
General  et  al. 

10419 — Arkansas    Jobbers'    and    Manufacturers'    Assn.    vs.    Director 
General  et.al. 

7250 — Shreveport  Chamber  of  Commerce  et  al.  vs    A    &  V    et  al 

Portions  of  Fourth  Sec.  Apps.  458,  N.  C.  &  St.  U ;  799  St  L  -S-  'F  • 
1548,  Sou.  Ry. ;  1898,  W.  H.  Hosmer;  1952,  L,.  &  N. ;  2045  '111  Cent'' 
2138,  M.  &  O.;  4218,  4219  and  4220,  St.  L.  I.  M.  &  S.;  702  F  A' 
Iceland  and  J.  F.  Tucker;  1867,  W.  H.  Hosmer  and  others  not 
enumerated. 
October  13 — Buffalo,  N.  Y. — Examiner  Witters: 

12860 — Daniel  Green  Felt  Shoe  Co.  et  al.  vs.   Director  General    At- 
lantic City  R.  R.  et  al. 
October  14 — Washington,  D.  C. — Examiner  Early: 

*  I.  and  S.  1411 — Stone  from  Chicago  and  west  to  California  terminal 

and  intermediate  points. 

*  I.  and  S.  1411    (first  suppl.  order) — Stone  from  Chicago  and  west  to 

California  terminal  and  intermediate  points. 
October  14— Chicago,  III..— Examiner  Wagner: 

10804 — Barnett  Oil  and  Gas  Co.  vs.  Director  General,  L.  &  N.  et  al. 
October  14 — Buffalo,  N.  Y.— Examiner  Witters: 

12317 — l<ackawanna  Steel  Co.  vs.  Director  General. 
October  1* — St.  Louis,  Mo. — Examiner  Money: 

12866— Standard  Rail  and  Steel  Co.  vs.  Terminal  R.  R.  Assn.  of  St. 

Louis  and  Director  General. 
October  14 — Houston,   Tex. — Examiner  Seal: 

12982 — Weatherford  Crump  &  Co.  vs.  Abilene  &  Southern  et  al. 
October  15 — Chicago,  111. — Examiner  Wagner: 

12868 — Sinclair  Refining  Co.   vs.  Director  General. 

12599 — Wilson   &   Co.,   Inc.,   of  Oklahoma,   vs.   Director  General     111 

Cent,  et  al. 
October  15 — Fargo,  N.  D. — Examiner  H.  J.  Wagner: 

12967 — C.  H.  Hammond  et  al.  vs.  Midland  Continental  et  al. 
October  15— ^t.  Louis,  Mo. — Examiner  Money: 

12869 — Indiahoma  Refining  Co.  vs.  Director  General,  St.  Louis  Mer- 
chants' Bridge  Terminal  et  al. 
12870 — Indiahoma  Refining  Co.   vs.   Director  General,  A.   T.   &  S    F. 

et  al. 
October  15 — Terre  Haute.  Ind. — Examiner  Quevedo: 

12908 — Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.  et  al.  vs. 

Director  General. 

12881 — Jesse  E.  Isgregrg  et  al.  vs.  Director  General.  C.  &  E.  I. 
October  17 — Washington,  D.  C. — Examiner  Clark: 

*  Finance  Docket   1585 — Application  of  B.  &  O.  R.  R.  for  authority  to 

acquire  entire  capital  stock  of  Indian  Creek  &  Nor  Ry. 
October  17 — Washington,  D.  C.: 

*  13135 — In  the  matter  of  jurisdiction  over  the  depreciation  charges  of 

the  Washington  Ry.  and  Electric  Co. 


MOVE  FOR  RATE  REDUCTION 

The  Traffic   World   Washington  Bureau 

The  first  semi-public  move  toward  a  general  downward  ad- 
justment of  railroad  rates  so  as  to  enable  some  industries  that 


are  hampered  by  them  to  do  more  business,  took  place  the  after- 
noon of  October  7,  when  a  number  of  railroad  executives  con- 
ferred with  Chairman  McChord.  -  The  latter,  as  spokesman  for 
the  Commission,  had  been  carrying  on  an  interchange  of  views 
with  the  executives  for  a  considerable  period  antedating  the 
day  of  the  conference,  suggesting  to  them  that  if  they  would 
take  earnest  steps  toward  downward  revision,  they  would  thereby 
show  the  public  that  they  were  alive  to  the  importance  to  them 
of  the  public  belief,  which  may  be  wrong,  but  which  neverthe- 
less exists,  that  some  rates  are  so  high  as  to  restrict  commerce, 
and  also  put  themselves  in  better  position  to  insist  to  the  Labor 
Board  that  the  railroad  employes  should  share  in  the  cost  of 
restoring  normal  conditions  by  accepting  reductions  in  wages 
and  changes  in  working  conditions  to  reduce  the  cost  of  opera- 
tion. 

While  nothing  was  announced  by  the  Commission,  it  is  be- 
lieved that  Mr.  McChord  did  not  initiate  the  conversations  with 
the  executives  without  the  approval  of  his  colleagues.  In  other 
words,  the  commissioners  do  not  subscribe  to  the  contention 
that  a  downward  revision  is  impossible  because  the  railroads  are 
not,  as  a  whole,  earning  six  per  cent,  or  to  the  assumption  that 
rates  'and  revenues  are  synonymous  terms. 

Prior  to  the  talk  with  Mr.  McChord,  the  executives  met  in 
their  association  office  to  prepare  themselves  lor  the  points  they 
expected  McChord  to  make,  chief  of  which,  it  was  supposed, 
would  be  that  recent  returns  to  the  carriers  were  well  above 
four  per  cent,  and,  therefore,  they  could  consider  making  tempo- 
rary sacrifices  in  the  interest  of  stimulation  of  business  by  down- 
ward readjustments  in  rates,  especially  long  haul  rates  on  such 
things  as  fruits,  vegetables,  grain,  and  lumber.  Coal  was  not 
understood  to  be  on  McChord's  list  of  commodities  to  receive 
special  consideration,  its  omission  being  justified  on  the  theory 
that  the  consuming  public  would  obtain  no  benefit,  or  very 
little,  from  a  reduction  in  rates  on  that  commodity. 

This  conference  was  to  be,  so  far  as  the  executives  were 
concerned,  preliminary  to  their  meeting  in  Chicago  next  week, 
at  which  time,  it  is  understood,  a  genral  policy  will  be  dis- 
cussed, if  not  formulated.  Mr.  McChord's  move  toward  lower 
rates,  it  is  believed,  will  make  rates  a  more  prominent  phase 
in  the  Chicago  conference  than  they  would  have  been  had  he 
not  brought  that  subject  forward  prior  to  the  calling  of  that 
conference. 

Among  Mr.  McChord's  callers  were  Messrs.  Lovett,  Cuyler, 
Rea,  A.  H.  Smith,  Elliott,  Maher,  of  the  Norfolk  and  Western, 
Atterbury,  and  Spencer,  of  the  Burlington. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket    12681 — Port    Investigation — Charges  for   wharfage,   handling, 
storage,  and  other  accessorial  services,  September  19th  to  October  10th 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth  Building,  New  York  City. 

The   charge,    as   fixed   by   the   Commission,    is    12%    cents   per   page   for 
each  copy  furnished. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone.   Main   3840 


CHICAGO 

418-430  S.  MARKET  STREET 
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MID.WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami.  Muskogee,  Tulsa,  Oklahoma 


City,  Henryetta,  Okmulgee,  Durant, 


Oklahoma  -.Texas,  Texas  Gulf  Ports. 
California,  (via  Denison  and  El 
Paso,  Tex.).  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo.. 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry.  General  Agent,  Dallas,  Texas. 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  S950. 

Mr.  F.  A.  Layman.  General  Agent, 

729  Wabash  Bldg..  Pittsburgh.  I'a.     Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  Su.  Chicago.  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSRO6EE,  OKLA. 
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They  stand  the  racket 


Good  Wood  Boxes  ask  no  favors 
from  man  or  weather. 

In  storage  or  in  transit,  they  stand 
up  under  rough  treatment  and  ex- 
posure. 

They  can  be  piled  to  the  roof  with- 
out cave-in  or  damage  to  contents. 
In  switching  freight  cars,  loosely 
loaded  with  steel  rods,  farm  imple- 
ments and  the  usual  assortment 
of  mixed  freight,  the  sturdy  sides 
of  a  wood  box  ward  off  many  a 


crushing  blow.  Hooks  or  falls  may 
mar  the  surface  but  cannot  injure 
the  well-packed  goods  within.  If 
damaged,  Wood  Boxes  may  be  easi- 
ly repaired.  Grease  and  oils  on  the 
car  floor  do  not  soak  through. 

Whether  you  ship  canned  goods  or 
dry  goods,  machinery  or  musical 
instruments,  butter  or  bottles,  for 
maximum  protection  pack  your 
product  in  Good  Wood  Boxes  and 
earn^the  good  will^of  your  trade. 


Good  Wood  Boxes 

Backed     by    the     National    Association     of    Box     Manufacturers 


New  England: 
I013SCOI.LAY  BLDG., 
Boston.  Mass. 


GENERAL  OFFICES: 

1553  CONWAY  BUILDING,  CHICAGO 

Eastern: 

433  CALVERT  BLDG.. 

Baltimore,  Md. 


Southeastern: 

258  CANDLER  ANNEX 

Atlanta,  Ga. 
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Airplane  view  of  Galveston  harbor  and  port  facilities,  showing  slip  system  of  docks,  waterfront  tracks 

and  other  transportation  advantages. 

Winter  Transportation  Problems 

These  are  the  most  vexing  problems  with  which  the  traffic  manager  must  deal, 
Storms,  blizzards,  snow  slides,  and  many  other  transportation  evils  may  delay  his 
import  and  export  shipments.  In  the  North,  harbors  are  frozen  over;  long-shoremen 
may  not  work  as  efficiently  because  of  the  severe  cold;  any  one  of  a  number  oJ 
things  may  bring  about  delays  and  result  in  costly  cancellations. 

But  all  of  these  are 

Solved  by  Using  the  Port  of  Galveston 

During  the  fall  and  winter  months  the  Port  of  Galveston  reaches  the  height  oi 
efficiency.  The  port  is  free  of  ice  twelve  months  in  the  year.  The  rail  lines  serving  the 
port  are  untroubled  by  snow-filled  mountain  passes  or  any  of  the  rail  transportation 
evils.  Delivery  of  shipments  routed  through  Galveston  is  assured. 

"Follow  the  line  of  least  resistance"  and  ship  through  Galveston. 


For  rates,  etc.  (address) 
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REDUCED    FREIGHT    RATES 

The  public  demand  for  reductions  in  freight  rates— 
based  though  it  is  on  sound  economics  and  a  proper 
understanding  of  the  business  situation — is  becoming 
altogether  unreasonable  and  is  getting  out  of  hand.  This 
is  because  the  unreasonable,  the  unthinking,  and  the 
selfish  persons  who  are  dealing  with  the  problem,  igno- 
rantly  or  maliciously  lose  sight  of  the  fact  that  a  gen- 
eral reduction  in  rates  can  be  based  only  on  a  proper 
readjustment  of  railroad  wages.  In  other  words,  they 
are  insisting  on  a  rate  reduction  regardless  of  anything 
else,  instead  of  insisting  on  a  wage  reduction  and  the 
things  necessary  to  make  possible  such  a  wage  reduc- 
tion, as  the  preliminary  to  a  rate  reduction.  Even  reso- 
lutions adopted  by  intelligent  and  broad-minded  business 
organizations  are  being  used  to  swell  the  unreasoning 
demand  for  a  rate  reduction,  because,  however  well- 
meaning  their  authors  may  be,  they  do  not  sufficiently 
make  the  point  that  wage  reductions  must  be  made  pos- 
sible before  there  can  be  rate  reductions.  And  the  pop- 
ular impression  that  rates  are  unreasonably  high  waxes 
stronger  as  the  railroads  continue  not  to  take  strong 
ground  against  it. 

At  this  writing,  we  do  not  know  what,  if  any,  de- 
cision was  arrived  at  with  respect  to  this  matter  by  the 
railway  executives  meeting  in  Chicago  this  week.  But 
we  do  know  what  we  think  their  decision  ought  to  be. 
\\  e  think  they  should  express  a  realization  that  the  level 
of  freight  rates  is  out  of  line  with  commodity  prices  and 
that  there  should  be  a  general  reduction  ;  but  they  should 
point  out  that  high  wages,  fixed  by  the  United  States 
Railroad  Labor  Board,  are  in  the  way  of  any  general 
rate  reduction  and  should  absolutely  refuse  to  listen  to 

proposal  for  such  a  rate  reduction  until  after  it  shall 
be  made  possible,  either  by  action  brought  successfully 
IK- fore  the  Labor  Board  or  by  the  abolition  of  that  body, 
for  the  railroads  to  reduce  wages.  They  should  offer  to 
take  whatever  initiative  or  action  is  necessary  to  make 
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the  proper  case  before  the  Labor  Board  and  to  take 
the  responsibility  for  any  resulting  strike  or  other  labor 
troubles;  but  they  should  stand  firm  in  the  position  that 
they  cannot  and  ought  not  to  be  expected  to  reduce  rates 
until  reduced  wages  are  an  accomplished  fact — as  a  re- 
sult, of  course,  of  action  by  the  carriers  themselves,  sus- 
tained by  or,  at  least,  not  prevented  by  government 
agency. 

We  believe  that,  in  taking  such  a  position,  the  car- 
riers would  ultimately  be  vindicated  even  if  at  first  they 
might  be  criticized  by  the  selfish  and  uneducated.  We 
do  not  see  how  their  attitude  could  be  assailable.  They 
have  nothing  to  gain  by  temporizing  and  adopting  con- 
ciliatory methods  in  dealing  with  those  who  care  noth- 
ing or  know  nothing  about  the  real  merits  of  the  prob- 
lem. They  have  everything  to  gain  by  taking  a  manly 
stand  that  can  be  justified  by  the  facts,  and  then  pro- 
ceeding to  justify  it  vigorously.  They  may  safely — if 
they  are  right  in  their  position — tell  the  so-called  agri- 
cultural bloc  to  go  ahead  with  any  of  the  narrow  and 
selfish  plans  it  may  have  conceived ;  they  may  tell  Con- 
gress itself  that  they  stand  on  their  rights  and  will  con- 
sent to  nothing  less — and  put  on  Congress  the  responsi- 
bility for  unfair  or  unsound  legislation ;  they  may  tell 
the  President  and  the  Secretary  of  Commerce  and  Con- 
gress, all  three,  that  they  will  not  listen  to  proposals  for 
political  rate-making,  but  stand  on  their  right  to  a  living 
wage  regardless  of  the  fact  that  that  wage  is  high- 
made  so  by  the  action  of  Congress  in  establishing  a 
Labor  Board  that  has  undue  regard  for  the  compensa- 
tion of  labor.  They  may  take  the  same  attitude  with 
the  Commission,  putting  on  it  the  burden  of  reducing 
rates  if  it  thinks  it  is  justified  under  the  law  and  in 
common  fairness  in  doing  so  while  the  operating  costs  of 
the  carriers  remain  as  high  as  they  are. 

We  think  such  a  position,  manfully  taken  and  ably 
defended,  would  make  friends  for  the  carriers  and  ulti- 
mately win  for  them.  We  think  half  measures  and  a 
conciliatory  attitude  will  only  make  things  worse  for 
them.  If  our  information  is  correct  and  the  carriers  were 
advised  in  Washington  last  week  by  President  Harding, 
Chairman  McChord,  and  Secretary  Hoover — one  or  all 
—that  they  must  give  heed  to  public  sentiment — right  or 
wrong — for  reduced  rates,  then  they  were  badly  advised. 
If  our  information  is  correct  that  Chairman  Cuyler,  of 
the  railway  executives,  told  the  President  there  could  be 
no  reduction  in  rates  until  there  had  been  proper  reduc- 
tions in  operating  expense,  then  Mr.  Cuyler  was  right— 
and  more  power  to  him.  We  wish  he  had  said  it  louder 
and  that  the  members  of  the  association  of  which  he  is 
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GULF,  MOBILE  t  MOBTHEBN 
RAILROAD 

AMU   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  E.  R.,  L.  &  N.  R.  R..  M.  &  O.  R.  R.,  N.  C.  ft 
St.  L.  R.  R.t  via  Jackson,  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La. ;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


LEAVE: 

Jackson,  Tenn. 
New  Albany,  Miss. 
ARRIVE: 
Meridian 
Mobile 

New    Orleans    (N.    O.    &   N.   E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


SOUTHBOUND 

TRAIN      TIME 

71 

71 


4  :30  p.  m. 
12:30  p.  m. 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

53  5:40  a.  m.  2nd  day 

56  5:30  p.  m.  2nd  day 


MILES 

0 

88 

261 
409 
448 
528 


LEAVE: 


NORTHBOUND 


Shreveport   (A.  &  V.-V.  S.  &  P.) 
New   Orleans    (N.   O.   &  N.  E.) 
Mobile 
Meridian 
ARRIVE: 
New    Albany 
Jackson,    Tenn. 


52  3:00  p.  m. 

62  9:40  p.  m. 

72  10:00  p.  m. 

80-72  '7:35  a.  m. 

72     '12:30  a.  m.  2nd  day 

72       «8:00  a.  m.  2nd  day 

•next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intercoastal  and  Export  shipments  to  clear  from  Gulf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


<>>W^Fv%  ^^ 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line— Sunset  Route,  care  S.  D.  &  A.,  El  Centro. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centro. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 

ent  SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 


A.  T.  MERCIER,  General  Manager 

F.  B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN,  District  Freight  and  Passenger  Ag 
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i-hainnan  would  join  him  in  the  cry.  We  hope  it  is  the 
position  that  will  be  taken  at  the  Chicago  conference 
this  week. 

Buyers  of  transportation  and  the  public  generally 
need  to  learn  that  when  it  is  said  by  thinking  persons 
that  transportation  rates  are  too  high,  it  is  not  neces- 
sarily meant  that  the  carriers  can  reduce  them.  What  is 
meant  is  that  it  ought  to  be  put  in  the  power  of  the  rail- 
road- to  reduce  them.  It  is  not  in  their  power  now. 
Tli< •>  may — and  should,  we  think — proceed  at  once  to  fix 
wage  scales  at  what  they  think  they  should  be.  At  once 
then-  would  ensue  before  the  Labor  Board  a  dispute  that 
would  probably  consume  much  time  before  it  was  set- 
tled. In  the  meantime,  if  the  carriers  could  pay  their 
nicM  according  to  the  scale  they  had  fixed  and  which  was 
in  dispute — which,  of  course,  they  could  not — then  they 
should  reduce  rates  immediately  in  proportion  to  the 
savins;  in  labor  cost;  but  if  they  had  to  continue  the 
present  scale  of  wages  pending  the  settlement  of  the  dis- 
pute, then  they  should  refuse  to  make  a  rate  reduction 
and  fight  any  attempt  to  force  on  them  such  a  reduction 
until  the  result  of  the  wage  dispute  was  known.  They 
should  also  join  in  any  legitimate  movement  for  the  abo- 
lition of  the  Labor  Board  as  a  body  that  has  not  properly 
discharged  its  duties  and  as  the  kind  of  body  that  is  not 
wanted  anyhow,  whatever  its  personnel. 

\Ve  realize  that  such  a  course  might  precipitate  a 
strike  of  railroad  workers.  We  say  it  might,  but  we  do 
not  believe  it  would.  We  believe  that  if  wages  were 
readjusted  on  a  fair  basis  there  would  be  no  strike,  for 
we  do  not  believe  present  conditions  are  favorable  for  a 
strike.  The  workers  may  be  considered  ignorant,  but 
they  are  not  so.  Certainly  their  leaders  are  wise.  We 
would  not  have  the  railroads  take  advantage  of  condi- 
tions to  impose  on  the  men  a  scale  of  wages  less  than 
fair,  but  we  would  have  them  realize  that  if  a  strike  is  to 
be  the  answer  to  an  attempt  to  put  affairs  on  an  equita- 
ble basis,  now  is  the  time  for  that  strike.  They  have  less 
business  to  haul  than  usual  and  more  idle  men  than  usual 
from  whom  to  recruit  their  forces.  They  would  have 
public  sympathy.  Now,  if  ever,  is  the  time  to  do  things 
the  way  they  ought  to  be  done  and  meet  the  conse- 
quences. 

What  we  say  may  have  little  influence  in  the  out- 
come of  this  matter,  but  we  hope  we  have  at  least  made 
our  position  clear  to  our  readers.  We  are  for  reduced 
freight  rates — yes;  but  not  until  after  it  has  been  made 
possible  for  the  carriers  to  bring  down  their  operating 
costs.  Note  that  we  do  not  say  "until  after  the  carriers 
have  brought  down  their  operating  costs."  All  they  are 
entitled  to  is  an  opportunity  to  bring  them  down,  free 
from  the  obstructions  placed  in  their  way  by  the  public- 
through  the  government  agencies  that  are  now  telling 
them  what  to  do. 


THE  WORK   OF   CONGRESS 

From  the  point  of  view  of  those  interested  in  trans- 
portation problems — and  everyone  is  so  interested, 
whether  he  knows  it  or  not — the  work  of  the  present 
Congress  thus  far  has  been  such  as  to  disgust  any  who 
hoped  or  expected  that  our  national  legislators  would 
display  either  intelligence  or  activity. 

With  the  railroads  woefully  in  need  of  ready  money 


and  a  plan  proposed,  through  the  Winslow-Townsend 
bill,  by  which  they  could  have  it  at  no  cost  to  anyone, 
the  plan  at  the  same  time  offering  a  means  of  appre- 
ciable relief  from  unemployment  and  a  safeguard  against 
the  danger  of  car  shortage  this  winter  due  to  the  large 
percentage  of  cars  in  bad  repair,  the  bill  is  not  only  side- 
tracked for  other  things,  but  the  so-called  agricultural 
bloc  in  the  Senate  talks  of  continuing  to  hold  it  up  as  a 
club  over  the  heads  of  the  railroads  to  enforce  reduc- 
tions in  freight  rates. 

The  Senate  has  passed  the  bill  exempting  American 
coastwise  ships  from  Panama  Canal  tolls,  thus  pleasing 
some  interests  in  the  country,  but  undoubtedly  discrimi- 
nating against  others,  including  the  railroads.  The  bill 
may  be  held  up  in  the  House,  not  particularly  on  account 
of  this  objection  to  it,  but  because  it  is  a  source  of  em- 
barrassment in  our  international  relations. 

Congress  has  agreed  to  repeal  the  tax  on  transpor- 
tation, effective  the  first  of  next  January,  thus  appar- 
ently doing  something  for  buyers  of  transportation  but, 
of  course,  nothing  for  the  railroads,  who  merely  act  as 
agents  of  the  government  in  collecting  this  tax.  There 
was  no  great  demand  from  shippers,  that  we  know  of, 
for  repeal  of  the  tax  and  if  the  government  does  not  get 
the  money  in  that  way  it  must  get  it  in  some  other  way. 

Not  the  least  of  the  disappointing  phases  of  the  leg- 
islative situation  is  the  disaffection  of  Senator  Cummins, 
who  had  come  to  be  looked  on  as — though,  of  course, 
not  always  right — being  a  straight-thinking,  able  states- 
man with  sound  ideas  and  wide  information  as  to  trans- 
portation problems.  He  evidently  has  lent  ear  to  his 
farmer  constituents — or  to  those  who  make  the  noise 
supposed  to  emanate  from  the  farmers — and  has  deliv- 
ered himself  of  some  ideas  lately  that  qualify  him  for 
membership  in  the  agricultural  bloc,  even  though  he  may 
not  actually  be  an  enrolled  member  of  it.  He  was  for- 
merly regarded  as  safe.  He  no  longer  appears  to  be  so. 

There  may  be  those  who  expect  or  hope  for  con- 
structive transportation  legislation  from  the  present  Con- 
gress. We  think  we  shall  be  fortunate  to  avoid  any  leg- 
islation, for  the  brand  that  seems  to  be  under  considera- 
tion in  the  minds  of  our  alleged  statesmen — who  have 
become  statesmen  by  virtue  of  controlling  a  certain  num- 
ber, of  votes — gives  evidence  of  destructive  tendencies. 
Nearly  always,  when  a  state  legislature  meets,  some  stu- 
dent of  affairs  arises  to  remark — and  truthfully — that, 
all  things  considered,  it  would  be  much  better  for  the 
welfare  of  the  state  if  no  bills  were  proposed  for  enact- 
ment. Congress  is  getting  into  the  class  with  the  state 
legislatures. 


SALT  RATE  HEARING 

Shippers  and  carriers  were  grouped  against  shippers  and 
carriers  and  the  entire  salt  rate  structure  of  the  country  dis- 
cussed, at  the  hearing  on  I.  and  S.  1398,  "Salt  from  Louisiana 
Mines  to  Chicago,  St.  Louis  and  Intermediate  Main-line  Points," 
before  Examiner  Warren  H.  Wagner,  in  Chicago,  October  12. 
There  were  several  unusual  features  to  the  case,  one  of  them 
being  that  the  suspended  'tariffs  (M.  L.  &  T.  R.  R.  &  S.  S.  Co.'s 
I.  C.  C.  4129B  and  Gulf  Coast  Linos'  I.  C.  C.  A550)  covered  re- 
ductions in  the  rates  on  salt  from  the  Louisiana  mines  to  Chi- 
cago, from  26%  cents  to  21  cents,  and  to  St.  Louis,  from  23  to 
21  cents. 

Fred  H.  Wood,  attorney  for  the  Morgan's  Louisiana  &  Texas 
R.  R.  &  S.  S.  Co.,  opened  the  hearing  by  protesting  the  Com- 
mission's jurisdiction  in  the  matter.  "Since  the  passage  of  the 
transportation  act,"  said  he,  "the  Commission  has  the  right  to 
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inquire  only  into  the  lawfulness  of  any  rate.  Prior  thereto  it 
was  conceded  that  it  could  conduct  an  investigation  to  deter- 
mine the  'propriety'  of  a  rate,  but  since  the  passage  of  that 
law  its  jurisdiction  has  been  confined  solely  to  determining  the 
lawfulness  thereof.  Since  the  rates  under  suspension  are  re- 
ductions we  do  not  believe  there  can  be  any  question  as  to  their 
lawfulness.  We  think,  therefore,  that  the  protestants  should 
be  required  to  state  their  case  first." 

George  N.  Brown,  former  chief  examiner  for  the  Commission 
and  attorney  for  the  New  York  salt  interests  in  the  case,  pro- 
tested. "The  point  Mr.  Wood  raises  is  one  of  law,"  he  said'  "one 
with  which  we  do  not  agree — but,  nevertheless,  one  of  law  which 
cannot  be  argued  here.  As  such  it  is  entirely  apart  from  the 
Commission's  rules  of  procedure  which  must  govern  here." 

The  examiner  upheld  Mr.  Brown's  contention,  and  after  a 
consultation  among  the  railroad  attorneys  and  those  represent- 
ing the  Louisiana  salt  producers  and  the  Chicago  packers  it 
was  announced  by  R.  V.  Fletcher,  attorney  for  the  Illinois  Cen- 
tral, that  the  respondents  would  rest  their  case  on  copies  of  the 
tariffs  introduced  as  evidence.  "These,"  said  Mr.  Fletcher,  "we 
think  prove  our  case,  and  we  rest." 

The  first  witness  for  the  protestants  was  Ashley  Bigelow, 
traffic  manager  for  the  Sterling  Salt  Company,  of  Hailite,  N.  Y. 
.Mr.  Bigelow  related  the  rate  history  of  the  New  York  mines  as 
compared  with  that  of  the  Louisiana  and  Michigan  producers, 
on  shipments  to  Chicago.  He  said  that  originally  the  New  York 
producers  had  enjoyed  a  differential  of  $1  a  ton  under  the 
Louisiana  mines  on  salt  to  Chicago,  which,  he  said,  was  proper, 
in  view  of  the  difference  in  distance.  This  differential  had  ra- 
mained  fairly  constant  since  1906,  he  said,  being  at  present  93 
cents. 

"But  it  will  be  wiped  out  and  we  will  be  shut  out  of  the 
Chicago  market  if  the  suspended  schedules  are  allowed  to  go 
into  effect." 

"Why  should  you  not  be  able  to  do  business  in  Chicago  on 
the  same  rate  as  Louisiana?"  asked  the  attorney  for  the  Louisi- 
ana salt  producers. 

"Because  the  cost  of  production  in  Louisiana  is  lower,  and 
because  the  Louisiana  salt  is  superior  for  some  purposes  than 
the  New  York." 

From  New  York  the  discussion  jumped  to  Kansas,  several 
executives  of  salt  producing  companies  in  that  territory  testify- 
ing that  they  could  not  get  into  the  Chicago  market  because 
their  rate  was  35  cents  for  674  miles  as  compared  with  the 
Louisiana  rate  of  26%,  present,  and  21,  proposed,  for  981  miles. 
Opposing  counsel  pointed  out  that  since  they  had  no  business  in 
Chicago  nt>w  they  could  not  be  harmed  by  a  further  decrease  in 
the  Louisiana  rate.  G.  P.  Kelly,  general  manager  of  the  Ameri- 
can Salt  and  Coal  Company,  of  Lyons,  Kan.,  pointed  out,  how- 
ever, that  the  Louisiana  product  was  so  white  in  color  that  the 
producers  were  beginning  to  grind  it  and  sell  it  for  table  salt 
in  competition  with  Michigan  and  Kansas  producers  of  evapo- 
rated salt,  which,  he  said,  cost  from  two  to  three  times  as  much 
to  produce. 

The  packing  interests,  in  general,  sided  with  the  roads 
which  had  proposed  the  lower  Louisiana  rates.  Morris  and  Com- 
pany, which  owns  the  Kansas  Rock  Salt  Company,  protested, 
however,  and  pointed  to  the  fact  that  it  would  benefit  by  the 
lower  Louisiana  rate,  because  in  spite  of  the  ownership  of  the 
Kansas  mine,  they  bought  much  salt  in  Louisiana,  as  proof  of 
its  sincerity. 

•Central  Freight  Association  and  Trunk  Lines  opposed  the 
proposal  of  their  southern  brethren  to  capture  the  salt  tonnage, 
which  they  alleged  would  be  the  case  were  the  suspended  tariffs 
allowed  to  go  into  effect.  It  was  pointed  out  that  to  hold  their 
own  they  would  have  to  reduce  the  rates  from  New  York,  leav- 
ing the  southern  lines  in  exactly  their  present  position.  The 
result,  as  they  saw  it,  could  only  be  one  of  two  things:  either 
the  carriers  would  find  themselves  back  in  the  position  where 
they  started,  as  to  tonnage  with  a  depletion  in  revenue  to  pay 
for  their  trouble,  or  the  proposed  tariffs  would  mean  the  be- 
ginning of  a  disastrous  salt  rate  war. 

The  Santa  Fe,  which  reaches  the  fields,  evidently  agreed 
with  this,  although  it  met  with  little  sympathy  from  Kansas 
shippers,  who  described  numerous  unsuccessful  attempts  to  se- 
cure a  lower  rate. 

Mr.  Ashley  went  so  far  as  to  say  that  he  did  not  think  the 
new  rates  from  Louisiana  would  pay  the  cost  of  transportation, 
and  that  the  M.  K.  &  T.  and  I.  C.  officials  must  be  aware  of  that 
fact.  He  produced  statistics  of  the  Commission  for  the  first  six 
months  of  1921,  which  showed  the  average  unit  cost  of  train 
operation  in  the  southern  region  to  be  $1.57  per  train  mile  and 
the  average  tonnage  per  train  to  be  512.  From  this  he  deduced 
that  the  average  cost  of  hauling  freight  per  ton-mile  was  3.7 
mills  for  the  train  service  alone.  He  added  thereto  1  mill  for 
taxes,  ways  and  structures  and  clerical  expense  and  compared 
to  the  resulting  figure,  4.7  mills  per  ton  mile,  the  ton-mile  earn- 
ing which  would  result  from  the  proposed  rate,  4.2  mills.  Op- 
posing attorneys  picked  flaws  in  this  argument  by  stating  that 
the  average  number  of  tons  handled  per  train  on  the  I.  C.  is 
over  2,500,  and  that  salt  is  one  of  the  lowest  grade  comrfiodities 
handled. 


Charges  made  by  New  York  salt  interests,  that  there  had 
been  an  understanding  between  the  Illinois  Central  and  the 
Chicago  packers  regarding  the  routing  of  southbound  tonnage 
on  meat  which  would  make  it  profitable  for  that  line  to  haul 
salt,  northbound,  for  less  than  cost,  were  indignantly  denied  by 
the  packers  the  second  day  of  the  salt  hearing  in  Chicago,  Octo- 
ber 13.  It  was  pointed  out  by  the  packers,  and  the  carriers, 
parties  to  the  suspended  tariffs,  that  the  originating  lines,  which 
are  the  M.  L.  &  T.  R.  R.  and  S.  S.  Co.,  could  not,  in  any  case  get 
much  of  a  haul  on  meats  southbound  out  of  Chicago. 

These  charges  were  met  by  the  independent  Louisiana  mine 
owners  with  a  counter  charge  that  the  so-called  "salt  trust," 
by  which  was  meant  the  combine  of  the  International  and  the 
Morton  companies,  had  always  used  great  influence  to  prevent 
reductions  in  the  salt  rates  from  New  Orleans  in  order  to  keep 
the  Chicago  business  for  their  Detroit  and  New  York  mines. 

The  first  concrete  proposal  made,  as  opposed  to  general 
condemnation  of  the  rate  structure,  came  from  W.  T.  Hickerson, 
of  the  Kansas  Rock  Salt  Company,  Little  River,  Kan.  He  said 
it  was  his  idea  that  all  producers  should  be  allowed  to  get  into 
all  territories  on  a  parity,  with  due  regards  to  geographical 
location.  "And  the  only  way  that  can  be  done,"  he  said,  "is  to 
place  all  the  salt  rates  on  a  uniform  mileage  basis." 

The  scale  as  proposed  by  Mr.  Hickerson  was  based  on  the 
rate  from  Detroit  to  Chicago,  which  is  at  present  $2.50  for  a 
distance  of  272  miles.  With  this  rate  as  a  starting  point  the 
witness  had  constructed  a  scale  which  started  with  7%  cents 
at  25  miles  and  increased  %  cent  for  each  25  miles  up  to  900 
miles,  beyond  which  the  increase  was  %  cent  for  each  50  miles. 
Such  a  scale,  he  said,  would  give  the  New  York  mines  a  rate 
of  20%  cents,  only  %  cent  lower  than  that  they  now  enjoy.  The 
Louisiana  rate  would  also  be  practically  what  it  now  is,  26 
cents  a  hundred  instead  of  $5.13  a  ton.  The  only  rate  which 
would  show  much  of  a  revision,  according  to  the  witness,  was 
that  from  the  Kansas  fields,  which  would  be  reduced  from  35 
cents  to  20%  cents,  the  same  as  the  New  York  rate. 

Opposition  to  this  proposal  quickly  developed  on  the  part 
of  the  Louisiana  shinpers.  Beverly  B.  Myles,  proprietor  of  the 
Myles  mine  at  Weeks  Island,  while  insisting  that  he  would 
never  oppose  "any  rate  reduction  from  anywhere  to  anywhere," 
said  that  he  thought  a  mileage  scale  of  rates  on  salt  would  be 
disastrous  to  the  business. 

"The  salt  trust,"  he  said,  "has  mines  at  Detroit,  Retsof, 
N.  Y.,  and  adjacent  to  ours  in  Louisiana.  The  result  of  a  mile- 
age scale  would  be  to  give  it  the  lowest  rate  into  all  adjacent 
territory  and  would  be  just  as  hard  on  the  business  as  if  the 
whole  industry  were  placed  in  an  enormous  combine.  The  con- 
sumer, too,  would  suffer  because  in  order  to  pay  the  losses  we 
would  have  to  accept  on  the  larger  part  of  our  tonnage  we  would 
have  to  raise  the  price  as  much  as  possible  at  the  purely  local 
points  where  we  might  still  retain  an  advantage." 

Bud  K.  Higbie,  a  Chicago  salt  salesman,  said  that  the  total 
consumption  of  salt  in  the  Chicago  district  was  over  500,000 
tons  annually.  "We  would  like  to  be  able  to  capture  10  per  cent 
of  that  business  and  we  are  willing  to  take  our  changes  on 
doing  so  on  the  same  freight  rate  basis  as  the  New  York  mines. 
I  am  handling  the  business  for  the  Jefferson  Island  Salt  Com- 
pany, which  is  opening  a  new  mine  in  Louisiana,  and  when  we 
reach  full  production  there  will  be  more  salt  in  Louisiana  than 
can  be  sold  under  the  present  rate  structure." 

"Do  you  think  the  consumer  will  benefit  by  the  proposed 
reduction  in  the  Louisiana  rate?"  asked  one  of  the  attorneys. 
"Well,"  said  the  witness,  "when  it  became  known  that  the 
Illinois  Central  had  agreed  to  cut  the  rate  from  Louisiana  to 
Chicago  from  $5.13  to  $4.20  a  ton,  and  even  before  the  tariffs 
were  published,  the  market  price  of  rock  salt  in  Chicago  dropped 
from  $9.50  to  $8.50  a  ton.  I  guess  that  answers  your  question." 
E.  J.  Bachman,  traffic  manager  for  the  mine  the  output  of 
which  Mr.  Higbie  is  to  sell,  said  that  if,  instead  of  increasing  the 
salt  rates  by  flat  percentages  under  Ex  Parte  74,  the  carriers 
had  applied  flat  increases  in  cents  per  100  pounds  to  both  the 
Detroit  and  the  New  Orleans  rate,  the  differential,  New  Orleans 
over  Detroit,  would  have  remained  where  it  was,  at  $1.60. 
"Under  the  suspended  tariffs,"  he  said,  "the  differential  will 
still  be  $1.70.  So  we  will  not  be  getting,  within  10  cents  the 
rate  we  would  have  had  the  carriers  observed  the  Commission's 
injunction  in  Ex  Parte  74  to  restore  prior  relationships  as  soon 
as  possible." 


GOVERNMENT  TRAFFIC  DEPARTMENT 

The  Traffic   World   Washington  Bureau 

Charles  Dawes,  budget  director,  has  taken  preliminary  tenta- 
tive steps  to  create  a  federal  traffic  board,  the  duty  of  whieh 
would  be-  to  make  the  government,  as  a  shipper  and  receiver 
of  freight,  observe  packing  and  mixing  rules  and  cheapest  rout- 
ing, so  as  to  save  dollars  now  wasted  by  disregard  of  these 
things.  Each  department  that  does  any  considerable  amount 
of  shipping  is  to  be  represented  on  the  board,  which  is  also  to 
have  as  members  practical  traffic  and  rate  men,  so  the  govern- 
ment will  have  its  transportation  business  done  as  if  it  were  a 
business  concern. 
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Current  Topics 

in  Washington 


Abolishing  War  or  Limiting  Armament. — Armaments,  their 
limitation,  and  how  to  accomplish  It  so  the  world  will  not  spend 
so  much  money  for  the  slaughtering  equipment  each  nation  thinks 
it  needs,  absorb  more  of  the  attention  of  Washington  now  than 
any  other  topic,  not  even  excluding  tax  revision.  The  proposal  Is 
new.  All  the  peace  conferences  heretofore  have  sought  to  abolish 
war.  President  Harding  is  not  proposing  that  chimerical  thing. 
In  effect,  as  Washington  outside  of  the  official  circle  has  summed 
it  up,  Harding  is  saying  "of  course,  I  know  we  are  going  .to  fight 
again,  but  let's  now  say  we  will  not  spend  in  any  one  year  more 
than  so  much  money;  or  if  you  prefer  it,  let  us  say  we  will  not 
have  any  more  than  so  many  soldiers  in  any  one  year  nor  build 
more  than  so  many  ships  in  a  given  time."  That,  it  is  believed, 
will  be  better  than  to  agree  not  to  flght,  because  the  good  faith  of 
all  those  who  enter  such  an  agreement  will  be  put  on  test  every 
year.  Every  year,  unless  some  party  to  the  prospective  bargain 
does  a  lot  of  lying,  it  will  be  easy  for  the  other  parties  to  the 
agreement  to  appraise  how  the  plan  is  being  carried  out.  Ap- 
praisement may  result  in  charges  of  bad  faith  and  charges  of  that 
kind  may  help  in  the  creation  of  conditions  that  result  in  war,  but 
charges  of  that  kind  also  give  a  certain  element  in  each  country 
advice  as  to  how  the  rulers  of  their  country  are  carrying  out  the 
bargain.  There  can  be  no  such  annual  appraisement  on  an  agree- 
ment to  keep  the  peace.  President  Harding,  it  is  known,  is  not 
such  an  innocent  as  to  believe  that  the  bargain  will  be  kept  in  the 
letter  and  spirit,  but  some  pretense  of  observing  it  must  be  made, 
and  that,  it  is  believed,  will  help. 

Optimistic  men  are  inclined  to  believe  that,  with  the  spread 
of  real  popular  control  of  rulers,  the  chances -of  small  wars  are 
reduced.  With  armaments  limited,  as  proposed  by  Harding,  when 
wars  do  break  out,  it  is  argued,  they  cannot  be  carried  on  with 
the  intensity  of  the  war  that  furnished  the  reason  for  calling  the 
conference  at  which  the  nations  are  expected  to  promise  each 
other,  not  that  they  will  not  flght  again,  but  that  they  will  not 
keep  their  arms,  munition  and  ammunition  factories  so  busy. 


Iron  Ore  Reductions  as  an  Index. — Being  so  busy  thinking 
about  the  limitation  conference,  Washington  newspapers  did  not 
even  devote  one  first-class  story  to  the  freight  rate  conferences  of 
a  week  ago.  The  significance  of  the  consultations,  caused  by  the 
insistent  demand  of  the  long-haul  shippers  of  the  west  and  south, 
did  not  reach  them  at  all.  Their  attitude  most  of  the  time  is  that 
the  rate  problem  is  something  like  the  poor  in  that  It  Is  always 
with  us.  Elimination  of  the  entire  Ex  Parte  74  advance  on  so  im- 
portant a  basic  commodity  as  Iron  ore  was  dismissed  with  a  small 
telegraphic  story  from  New  York  or  Philadelphia,  and  not  even  a 
hint  that  the  slash  might  be  followed  by  others,  because  reduction 
of  the  rates  on  ore,  as  a  rule,  is  regarded  as  throwing  out  of  align- 
ment what  were  once  known  as  assembling  rates — meaning  the 
rates  applied  on  the  raw  materials  needed  in  the  production  of  pig 
iron,  which  is  the  finished  product  of  the  users  of  iron  ore.  In  the 
older  days  railroads  made  the  assembling  rates  so  that,  when  put 
on  paper,  they  looked  like  haphazard  things,  the  object  being  to 
put  furnaces  at  Columbus,  Ohio,  on  an  equality  with  those 
in  the  Pittsburgh  district,  in  the  production  of  Iron  ore. 
The  Commission  finished  cutting  out  such  rates  just  before 
the  depression  of  1914  hit  the  country.  Whether  their  elimination 
has  been  a  good  or  a  bad  thing  has  never  been  demonstrated  be- 
cause, before  the  country  got  settled  down  to  the  new  order  follow- 
ing the  big  changes  in  the  act  to  regulate  commerce  in  1910,  the 
business  of  the  country  was  influenced  by  the  war.  But  the  busi- 
ness of  the  country  was  limping  terribly  in  1914.  Of  course  the 
politician  who  lives  by  politics  alone  attributed  the  lameness  to 
the  customs  tariff  revision  of  1913.  That,  of  course,  probably  had 
some  effect;  but  hardly  as  much  as  attributed  to  it  by  those  who 
believe  the  beginning  and  ending  of  all  good  things  is  to  be  found 
in  a  protective  customs  tariff.  Re-arrangement  of  long  continued 
adjustment  of  freight  rates,  it  is  believed,  never  has  had  the 
weight  it  should  have.  There  is  no  school  of  politics  that  has 
specialized  on  that  phase  of  economics,  else,  it  is  suspected,  pub- 
lic men  would  know  that  legislation  by  the  Commission  Is  just 
as  important,  in  a  business  sense,  as  legislation  by  the  ordinary 
method.  Theoretically  what  the  Commission  does  is  not  legisla- 
tion but  in  fact  it  is,  hence  the  importance  thereof. 

The  Lehigh  Valley  in  the  Coal  Business. — The  Lehigh  Valley 
lias  prepared  a  plan  for  separating  itself  from  its  subsidiary  coal 
interests,  in  compliance  with  the  anti-trust  dissolution  decrees  of 
the  Supreme  Court.  As  in  nearly  every  other  anti-trust  case  ever 
brought.  Attorney  General  Daugherty,  through  his  assistants  in 
that  case,  insists  that  the  plan  does  not  propose  a  divorce  at  all 
because  the  coal  company  proposes  to  issue  $30,000,000  worth  of 
non-cumulative,  non-voting  seven  per  cent  stock,  and  turn  the 
shares  over  to  the  railroad  company  as  a  stock  dividend  declared 
out  of  surplus.  Dividends,  at  the  rate  of  7  per  cent  are  to  be 


paid  to  the  railroad  company,  If  and  when  earned,  becautte  the 
stock  Is  non-cumulative.  Having  no  power  to  vote  the  stock,  the 
railroad  company  will  be  said  to  have  no  control  over  the  coal 
company.  The  railroad  company,  on  Its  part,  la  to  convert  Its  in- 
terest in  the  242,432  shares  of  the  common  stock  of  the  coal  com- 
pany Into  "certificates  of  indebtedness"  Issued  by  the  coal  com- 
pany. The  shares  of  common  stock  of  the  coal  company  held  by 
the  railroad  are  to  be  exchanged  for  the  certificates  at  the  rate 
of  one  certificate  for  each  share  of  common  or  preferred  railroad 
stock.  As  to  the  stock  in  its  other  subsidaries,  including  the 
Delaware,  Susquehanna  &  Schuylkill  Railroad  Company  and  Coxe 
Brothers  &  Company,  a  corporation,  the  plan  provides  that  their 
shares  shall  be  held,  as  at  present,  until  they  mature  in  1926, 
when  they  are  to  be  sold  or  "otherwise  disposed  of"  for  the  ben- 
efit of  the  railroad  company.  In  connection  with  the  plan.  It  has 
been  asserted  by  those  proposing  it  that  it  differs  from  other 
divorce  schemes  In.  that  it  calls  for  no  assessment  on  stock- 
holders of  the  railroad,  nor  sacrifice  of  their  equities  in  the  coal 
properties.  All  they  lose  is  the  right  to  vote  in  the  election  of 
officers  who,  in  turn,  will  declare  and  execute  policies.  The 
Lehigh  Valley  Coal  Sales  Company,  under  the  plan,  according 
to  a  declaration  of  President  E.  E.  Loomis,  is  left  free  to  nego- 
tiate new  agreements  with  the  coal  mining  companies.  The 
trust-breakers  declare  that  the  plan  with  regard  to  the  subsida- 
ries other  than  the  big  coal  company  is  one  merely  for  the  sus- 
pension of  the  Supreme  Court's  mandate  for  four  years.  They 
will  have  none  of  it;  so  the  settlement  will  be  placed  in  the 
hands  of  the  court. 


No  More  Percentage  Increases. — One  of  the  impressions  cre- 
ated by  the  live  stock,  western  grain,  and  southern  hardwood 
cases  is  that,  regardless  of  the  outcome  of  the  two  now  under 
consideration,  there  will  never  be  another  general  percentage  ad- 
vance in  rates.  The  testimony  in  those  cases  proved  almost  con- 
clusively that  percentage  increases  fall  hardest  on  those  least 
able  to  bear  big  additions  to  transportation  costs — namely,  the 
producers  of  the  essential  necessities  far  from  the  points  of  con- 
sumption. There  was  a  time,-  too,  when  regard  was  had  for  the 
rule  that,  as  distance  increased,  the  ton-mile  should  decrease. 
Whatever  sum  is  added  by  the  percentage  advance  to  a  given 
rate  is  exactly  the  reverse,  of  that.  That  is  not  meant  to  say 
that  a  percentage  increase  causes  the  whole  rate  to  violate  that 
principle,  but  as  to  the  advance  itself,  the  violation  is  palpable. 
Percentage  increase,  so  far  as  the  memory  serves,  was  proposed 
for  the  first  time  for  rates  over  large  areas,  in  the  spring  of  1910, 
when  the  western  railroads  sought  to  forestall  the  Cummins 
amendment  empowering  the  Commission  to  suspend  advances, 
pending  investigation.  Attorney  General  Knox  procured  an  in- 
junction, which  was  an  outcome  that  surprised  the  man  who  ini- 
tiated it.  He  was  so  good  a  lawyer  that,  except  as  a  move  in 
desperation,  he  would  not  undertake  to  invoke  an  equity  writ  in 
a  matter  in  which  the  law  was  presumed  to  offer  an  adequate 
remedy.  But  Knox  was  able  to  persuade  the  court  that  the 
remedy  was  not  adequate,  which  was  the  first  step.  He  also  per- 
suaded it  that  irreparable  damage  would  be  done  and  went  forth 
from  the  court  with  an  injunction  against  an  advance  in  railroad 
rates  firmly  clutched  in  his  hand.  The  litigation  had  the  effect 
of  preventing  the  rates  becoming  operative  before  Congress 
passed  the  section  authorizing  suspension.  When  the  way  was 
cleared  for  the  railroads  to  go  ahead  with  their  proposal,  they 
filed  their  tariffs,  which  were  suspended  and  condemned  as  not 
having  been  justified.  The  general  increases  in  the  fifteen  per  cent 
case,  General  Order  28,  and  for  the  first  few  months  under  Ex 
Parte  74,  produced  no  bad  effect  on  account  of  the  abnormal  con- 
ditions. In  allowing  the  five  per  cent  advance,  the  Commission, 
in  the  case  of  lumber  and  probably  other  commodities,  took  the 
curse  off  big  advances,  in  cents  per  100  pounds,  by  establishing  a 
specific  minimum.  Director-General  McAdoo  did  likewise,  but 
generally  speaking,  the  Commission,  in  Ex  Parte  74,  took  no  such 
precaution.  The  trouble  in  which  the  country  now  finds  itself  would 
have  come,  it  is  believed,  even  if  the  Commission  had  limited  the 
increases  by  prescribing  specific  maxima,  but  if  the  Commission 
had  taken  that  precaution,  long-haul  shippers  would  not  have  as 
strong  a  point  as  they  appear  to  have  presented  in  the  cases 
mentioned.  It  is  true  the  Commission  admonished  the  carriers 
to  restore  relationships  as  soon  as  possible.  The  fact,  however, 
is  they  did  not  do  so  as  quickly  as  they  might  have,  if  at  all, 
hence  the  facts  on  which  the  complaining  shippers  have  laid 
most  emphasis. 

Explaining  Increased  Grain  Loadings. — Increased  grain  load- 
ings, reported  in  the  figures  for  the  week  ended  October  1,  are 
attributed  by  those  who  have  fought  for  reductions  in  grain 
rates,  to  the  not-to-be-avoided  financial  necessities  of  the  grain 
growers,  and  not  to  any  improvement  in  business  as  compared 
with  1920.  It  is  represented  that  the  average  grain  grower  has 
had  to  send  his  product  to  market  and  take  what  he  could  get. 
The  determination  to  send  grain  to  market  early  is  also  attrib- 
uted to  the  bitter  reflections  of  the  fanners,  who,  In  the  early  fall 
of  1920,  declined  to  send  grain  to  market  when  it  was  $2.25  or 
higher  and  then  had  to  sell  for  as  much  as  $1  a  bushel  less.  This 
year  they  rushed  their  grain  to  market  lest  there  be  another  big 
slump  in  prices,  as  there  was  last  fall,  when  they  finally  decided 
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that  they  could  not  obtain  better  than  $2.30  and  ran  pell  mell  to 
market  In  the  hope  of  obtaining  as  much  as  $2.25.  They  broke 
the  market  with  their  enormous  offerings. 

Falsifyinn  Car  Renair  Re-o-ts. — S"cc«s---ful  D''os"0,ntion  by 
the  Commission's  bureau  of  inquiry  of  the  Muscatine,  Burlington 
&  Southern  for  making  false  car  repair  reports,  it  is  suspected, 
will  cause  those  having  the  duty  of  rendering  car  repair  bills  to 
foreign  lines  to  be  exceedingly  careful.  The  railroad,  according 
to  inferences  drawn  from  the  reports  to  the  Commission,  was  in 
a  bad  way  financially,  so  one  of  General  Manager  Krein's  prede- 
cessors conceived  the  notion  of  falsifying  car  repair  records,  on 
the  theory  that  the  foreign  lines  to  which  the  bills  were  ren- 
dered would  never  be  able  to  check  the  serial  numbers  of  the  car 
wheels  that  road  professed  to  have  supplied  for  the  car  or  cars  of 
the  billed  road,  with  the  bills.  The  scheme  worked  fine  for  four 
years  or  more.  Among  the  facts  found  was  that  that  road  pre- 
tended to  have  put  the  same  pair  of  wheels  on  a  car  belonging 
to  six  different  eastern  lines.  It  happened  that  that  pair  of 
wheels  was  the  only  pair  of  that  kind  made.  The  pair  was  sold 
to  the  offending  road  and  it  was  found  in  its  possession  after  six 
roads  had  paid  for  it.  The  practice  of  the  road  was  not  a  mere 
padding  'of  the  "swindle  sheet,"  deemed  by  some  of  poor  moral 
fiber  to  be  a  venial  sin,  but  a  plain  case  of  stealing  because,  under 
the  rules  of  the  Master  Car  Builders'  Association,  there  is  a  max- 
imum price  to  be  paid  for  the  making  of  the  different  kinds  of 
prices.  The  unit  prices  in  the  bills  of  the  offending  road  were 
all  right,  but  the  bills  showed  more  units  than  had  been  deliv- 
ered. It  pretended  to  outdo  the  miracle  of  the  two  fishes  and  five 
loaves.  It  claimed  to  have  supplied  426  automatic  couplers,  al- 
though its  records  showed  it  never  had  more  than  thirteen  of  the 
kind  it  pretended  to  furnish.  The  theory  of  the  company's 
responsible  official  was  that  "everybody  was  doing  it,"  especially 
while  the  government  had  possession  of  the  railroads  and  that 
it  might  as  well  get  what  was  coming  to  it — but  not  the  peni- 
tentiary. A.  E.  H. 


SUGAR  RATE  CONFERENCE 

Freight  traffic  officers  of  lines  that  are  interested  in  the 
structure  of  the  rates  on  sugar,  which  means  practically  all  the 
larger  trunk  lines,  spent  all  of  October  12  and  13  listening  to 
the  stories  of  various  sugar  producers  and  shippers  and  argu- 
ing among  themselves  as  to  the  proper  relations  betwen  the  rates 
on  sugar  from  the  north  Atlantic  coast  points  to  Chicago  and  those 
from  the  Louisiana  refineries  to  the  same  destination.  The  net 
result  of  the  conference,  which  was  held  in  the  Western  Trunk 
Line  Committee  offices  in  Chicago,  was  perhaps  to  aggravate 
the  situation  rather  than  to  find  a  solution.  The  traffic  men 
from  the  East  came  to  the  conference  in  the  hope  of  convinc- 
ing those  from  the  South  that  the  rates  from  the  two  most  im- 
portant shipping  points — New  York  and  New  Orleans — to  Chi- 
cago ought  to  be  on  a  parity.  Instead  of  solving  the  Chicago 
problem  they  merely  succeeded  in  getting  the  southern  carriers 
to  announce  that  a  5%-cent  reduction  would  be  made  in  the 
rate  from  New  Orleans  to  St.  Louis. 

The  direct  cause  of  the  conference  was  the  complaint  of 
four  of  the  large  eastern  shippers  against  the  carriers,  which 
has  been  set  for  hearing  in  New  York  early  in  November  (Docket 
No.  13098).  in  which  the  structure  of  the  sugar  rates  from  the 
East  to  Chicago,  Milwaukee  and  the  entire  Mississippi  River 
territory  from  Hannibal,  Mo.,  north  to  Duluth,  is  declared  to 
be  a  "hedge  podge"  without  rhyme  or  reason.  Railroad  traffic 
men  and  others  generally  consider  the  rate  to  Chicago  to  be 
the  key  to  the  situation,  the  chief  stumbling  block  met  at  the 
conference  being  which  way  the  key  should  be  turned. 

The  eastern  carriers,  whose  rate  from  New  York  to  Chi- 
cago is  63  cents,  insisted  that  the  southern  railroads  ought  to 
raise  their  60-cent  rate  3  cents  in  order  to  comply  with  the 
admonition  of  the  Commission,  as  contained  in  its  order  in  Ex 
Parte  74,  to  avoid  disrupting  existing  relationships  wherever 
possible.  Nothing  has  ever  been  done  in  that  direction  since 
the  Ex  Parte  74  increases  went  into  effect  more  than  a  year  ago, 
and  it  remained  for  the  eastern  shippers,  who  evidently  got 
tired  of  waiting  for  action  on  the  part  of  the  carriers,  to  throw 
the  whole  situation  open  for  renewed  consideration. 

In  objecting  to  the  proposal  that  they  bring  their  New 
Orleans  rate  up  to  the  63-crnt  all-rail  New  York  rate,  the  south- 
ern carriers  argued  that  it  would  be  more  proper  to  compare 
their  60-cent  rate  with  the  rates  from  other  eastern  seaboard 
towns,  such  as  PhiladPlnhia,  from  which  the  rate  to  Chicago  is 
61  cents,  or,  better  still,  to  compare  it  with  the  rail-and-water 
rates  from  either  New  York  or  the  other  eastern  shipping  points, 
which  rates  are  uniformly  3  cents  under  the  all-rail  rates.  East- 
ern traffic  men  belittled  this  suggestion,  saying  that  if  water 
rates  of  any  kind  were  to  be  taken  into  consideration,  the  New 
Orleans-Chicaeo  rate,  via  Warrior  service,  which  is  80  per  cent 
of  the  all-rail  rate,  or  48  cents,  is  by  far  the  lowest  rate  of  all. 
They  did  not  ins'st  that  any  sugar  was  moving  over  that  route 
but  did  suggest  that  it  could  be  used  just  as  easily  as  the  lake 
and  rail  route  from  the  East. 

It  was  at  this  point  that  the  traffic  men  from  the  South 
agreed  to  consider  restoring  the  old  parity  between  the  New 


York  and  New  Orleans  rate.  But  they  returned,  after  luncheon 
on  the  second  day,  to  announce,  instead,  that  they  had  decided 
to  restore  the  old  St.  Louis  differential  of  6  cents  under  Chicago 
on  the  basis  of  a  60-cent  rate  to  Chicago.  This  meant  applying 
a  54-cent  rate  to  St.  Louis  in  place  of  the  59%-cent  rate  now  in 
effect,  and  the  application  of  the  same  rate  to  Evansville  and 
Louisville,  with  a  rate  of  1  cent  higher  to  Cincinnati.  It  was 
also  determined  to  restore  the  15-cent  differential,  Kansas  City 
over  St.  Louis,  which  meant  that  the  Kansas  City  rate  from 
New  Orleans  would  be  reduced  from  73  cents  to  69  cents.  Since 
the  market  price  of  sugar  at  Kansas  City  is  determined  by  the 
refinery  price  at  New  Orleans  plus  the  freight  charges,  it  is  ex- 
pected that  the  California  interests  will  not  like  this  reduction 
unless  they,  too,  get  one  similar.  That  would  mean  a  grad- 
ing down  of  the  California  to  Kansas  City  rate  from  96  to  92 
cents. 

The  failure  of  the  carriers  to  reach  any  agreement,  either 
with  shippers  or  among  themselves,  means  that  the  eastern 
shippers'  complaint  will  be  tried  and  that  the  Commission  will 
be  called  on  to  try  to  bring  order  out  of  the  situation.  While 
that  complaint  covers  only  a  comparatively  small  area  of  the 
country,  it  is  believed  that  the  Commission  will  have  to  take 
cognizance  of  the  entire  sugar  rate  structure  in  dealing  with  it. 
Some  of  the  traffic  men  point  to  the  recent  decision  in  I.  and  S. 
1175  (64  I.  C.  C.,  26),  in  which  the  Commission,  in  prescribing 
a  rate  on  coffee  from  New  Orleans  10  Chicago,  said  the  rate 
should  be  the  same  as  the  all-rail  rate  from  New  York  to  Chi- 
cago, and  profess  to  see  in  this  a  disposition  on  the  part  of 
the  Commission  to  consider  rates  with  respect  to  their  rela- 
tions, not  only  in  an  abstract  way,  but  specifically  and  by  direct 
mandate.  The  eastern  carriers  see  in  the  same  decision,  in 
which  the  Commission  specifically  stated  that  it  never  intended 
to  make  all-rail  rates  meet  rail-and-water  rates,  justification  for 
their  request  that  the  New  Orleans-Chicago  carriers  meet  their 
all-rail  rate  to  that  great  sugar  market. 


RATES  ON  RAGS  AND  WASTE  PAPER 

In  an  attempt  to  justify  the  increases  proposed  in  the  rates 
on  rags,  carload,  and  on  rags  and  scrap  paper  in  mixed  carloads, 
on  shipments  from  northern  Iowa  and  southeastern  Minnesota  to 
Chicago,  Peoria  and  St.  Louis,  and  points  taking  the  same  rates, 
as  contained  in  suspended  supplement  16  to  Boyd's  I.  C.  C., 
All 39,  W.  Y.  Wildman.  commerce  assistant  of  the  C.  &  N.  W., 
appearing  at  the  hearing  on  I.  and  S.  1380,  in  Chicago.  October 
11,  before  Examiner  Warren  H.  Wagner,  introduced  an  exhibit 
outlining  the  history  of  the  rates,  which,  he  said,  showed  the 
increases  to  be  necessary  in  order  to  line  up  the  scrap  paper  and 
rag  rates  generally  from  and  to  the  territory  involved. 

"Prior  to  1917,"  he  said,  "it  was  understood  the  rates  on  rags 
and  scrap  paper  from  the  Albert  Lea  and  Faribault  groups 
should  be  the  same  as  the  St.  Paul  rate,  and  that  from  the  Man- 
kato  should  be  somewhat  higher.  In  February,  1917,  however, 
the  carriers  attempted  to  raise  the  rates  from  this  territory  gen- 
erally with  the  result  that  all  but  the  St.  Paul  rate  were  sus- 
pended. This  left  the  St.  Paul  rate  2%  cents  over  the  Albert  Lea- 
Faribault  rate  and  a  half  cent  over  the  Mankato  rate,  the  first 
mentioned  difference  being  increased  to  3%  cents  due  to  the  in- 
crease allowed  under  General  Order  28.  On  February  29,  1920, 
these  inequalities  were  removed  as  to  the  scrap  paper,  but  for 
some  unknown  reason  the  rag  rate  and  the  rate  for  rags  and 
scrap  paper  in  mixed  carloads  was  allowed  to  remain  at  the 
lower  figure.  The  rates  at  present  are  21  cents  on  both  com- 
modities from  St.  Paul  to  Chicago.  24%  cents  on  scrap  paper  and 
21  cents  on  rags  and  mixed  cars  of  rags  and  paper  from  Man- 
kato, and  21  cents  on  scrap  paper  and  17  cents  on  rags  and  mixed 
cars  from  the  Albera  Lea-Faribault  group.  We  are  simply  trying 
to  bring  up  the  rag  rate  to  the  scrap  paper  rate  and  to  apply  the 
generally  acknowledged  principle  of  applying  the  rate  for  the 
highest  rated  commodity  to  mixed  carloads  of  scrap  paper  and 
rags. 

"As  it  Is  at  present,  it  is  possible  for  a  shipper  of  scrap 
paper  from  these  origin  points  to  place  a  small  bundle  of  rags  in 
a  car  of  paper  and  so  make  the  lower  rate  applicable." 

B.  F.  Parsons,  appearing  for  the  Great  Western,  explained 
the  proposed  increase  from  17  to  21  cents  in  the  rates  on  scrap 
paper  and  rags  from  the  Mason  City-Ackley  group  to  Chicago  as 
being  necessary  in  order  to  remove  a  fourth  section  violation 
which  exists  at  present  in  the  scrap  paper  rate  and  would  also 
exist  in  the  rag  rate  were  the  suspended  supplement  to  become 
effective,  because  the  rates  from  the  Albert  Lea-Faribault  group, 
less  distant  from  Chicago,  are  higher  in  both  cases. 

F.  D.  Porter,  traffic  manager  for  S.  Birkenstein  &  Sons  Co., 
protestants,  complained  against  the  proposed  increases  on  the 
grounds  that,  since  the  value  of  the  commodities  had  decreased 
materially  during  the  last  year,  no  added  burden  should  be 
placed  on  his  business.  He  paid  that  since  the  rates  had  been 
on  their  present  basis  for  several  years  there  seemed  to  be  little 
justification  for  raising  them  at  this  time.  At  present,  he  said, 
there  was  only  a  differential  of  5  and  6  cents  between  the  rates 
involved  and  the  rates  over  the  same  route  on  finished  paper, 
which  differential  would  be  reduced  to  2  and  2%  cents  were  the 
proposed  rates  allowed  to  go  Into  effect. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  SAND,  ETC.,  TO  CHICAGO 

In  a  report  written  by  Chairman  McCbord,  on  No. 
11490,  Chicago  Sand  &  Gravel  Producers  ct  al.,  vs. 
A.  T.  &  S.  F.,  et  al.,  opinion  No.  7162,  64  I.  C.  C.,  37-49. 
the  Commission  held  the  rates  on  sand,  slag  and  crushed 
stone  from  Joliet  and  Thornton,  111.,  to  the  Chicago  switching 
district,  and  from  and  to  points  within  the  district,  are  not  un- 
justly discriminatory  against,  nor  unduly  prejudicial  to  inter- 
state transportation  of  sand  and  gravel  to  the  district.  It  held, 
however,  that  rates  on  sand  and  gravel  from  Illinois  points  in 
the  outer  zone  to  the  Chicago  district  were  and  are  unduly 
prejudicial  to  interstate  transportation  of  those  materials  from 
Wisconsin  points.  It  held,  further,  that  reparation  should  be 
denied.  It  also  ordered  what  it  found  to  be  non-prejudicial  rates 
to  be  established  on  or  before  January  5  from  points  in  the  outer 
zone  on  the  Chicago  &  North  Western,  on  the  Chicago,  Milwau- 
kee &  St.  Paul,  from  Fontana,  Wis.,  to  the  Chicago  switching  dis- 
trict. These  rates,  it  ordered,  shall  not  exceed  3.75  cents  for 
single-line  hauls,  and  where  the  haul  involves  two  or  more  car- 
riers, the  line-haul  carrier  shall  absorb  the  charges  of  the  inter- 
mediate carriers,  but  may  "plus"  its  charges  by  the  amount  of 
those  of  the  delivering  carrier.  It  further  ordered  that  the  car- 
riers apply  rates  on  sand  and  gravel  from  points  in  Illinois  in  the 
outer  zone  on  the  C.  &  N.  W.,  and  from  points  in  Illinois  in  the 
outer  zone  on  the  Milwaukee,  to  the  switching  district,  which 
shall  not  be  lower  than  those  contemporaneously  maintained  on 
like- traffic  from  Wisconsin  points  in  the  outer  zone  on  the  lines 
mentioned,  and  from  Fontana  and  points  in  the  inner  zone  on  the 
C.  &  N.  W.,  and  Chicago.  Milwaukee  &  St.  Paul  rates  which 
shall  not  be  lower  by  more  than  %  cent  than  the  rates  main- 
tained by  them  on  traffic  from  points  in  the  outer  zone  on  the 
C.  &  N.  W.,  and  the  Milwaukee  and  from  Fontana  to  the  Chi- 
cago switching  district. 

As  stated  by  the  Commission,  its  conclusions  are: 

We  are  of  the  opinion  and  find  (1)  that  the  rates  on  sand,  slag  and 
crushed  stone  from  Joliet  and  Thornton,  III.,  to  the  Chicago  switching 
district  and  from  and  to  points  within  the  district  did  not  and  do  not 
cause  any  undue,  unreasonable  or  unjust  discrimination  against,  or 
result  in  undue  prejudice  to  sand  and  gravel  moving  in  interstate 
commerce  from  the  inner  and  outer  zones  on  the  Northwestern  and  the 
Milwaukee,  and  from  Renwlck,  Coleman,  Rockford,  Oregon  and  York- 
ville.  111.,  Fontana  and  Buckley  Pit  (Wilmot  spur),  Wis.,  to  the  dis- 
trict; (2)  that  the  intrastate  rates  on  sand  and  gravel  from  points 
in  Illinois  in  the  outer  zone  on  the  lines  of  the  Northwestern  and  the 
Milwaukee  to  the  Chicago  district  are  unduly  prejudicial  to  interstate 
commerce  in  sand  and  gravel  from  points  in  Wisconsin  in  the  outer 
zone  on  the  lines  of  the  said  carriers  and  from  Fontana,  Wis.,  to  the 
Chicago  district,  to  the  extent  that  they  are  lower  than  the  rates  con- 
temporaneously in  effect  on  sand  and  gravel  from  the  latter  points  to 
the  district:  (3)  that  for  the  future  the  rates  on  sand  and  gravel  from 
the  outer  zone  on  the  Northwestern  and  on  the  Milwaukee  and  from 
Fontana.  Wis..  to  the  Chicago  district  should  not  exceed  3.75  cents  per 
100  pounds  and  that  the  line  haul  carriers  should  absorb  the  charge  of 
the  intermediate  carrier  hut  may  "plus"  their  charges  by  those  of  the 
delivering  carrier;  (4)  that  the  rates  from  points  in  the  inner  zone  on 
the  Northwestern  and  on  the  Milwaukee  to  the  Chicago  district,  should 
be  maintained  on  a  differential  of  0.25  cent  under  the  rates  contem- 
poraneously in  effect  on  sand  and  gravel  from  the  outer-zone  points 
on  th"se  lines  and  from  Fontana,  Wis..  to  the  Chicago  district. 

We  further  find  that  the  rates  complained  of  were  not  unreason- 
able and  that  complainants  have  not  been  damaged  by  the  undue 
prejudice.  Reparation  Is  denied. 


RATES  ON  NEWSPRINT  PAPER 

A  new  line  of  differentials  on  newsprint  paper  has  been 
prescribed  by  the  Commission  in  a  supplemental  report  on  No. 
11028,  Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  & 
Western  et  al.,  opinion  No.  7161,  64  I.  C.  C.  33-6.  The  original 
report  was  made  in  61  I.  C.  C.  709.  The  order,  based  on  the 
supplemental  report,  is  to  be  operative  not  later  than  November 
28.  It  provides  that  rates  on  newsprint  paper  from  Sault  Ste. 
Marie  shall  not  be  greater  nor  less,  unless  lower  rates  are  made 
necessary  by  the  requirements  of  the  fourth  section,  subject 
to  the  increases  in  Ex  Parte  No.  74,  than  the  following: 

To  Dubuque  and  Davenport,  Iowa:  6  .5  cents  per  100  pounds  over 
the  Fox  River  and  northern  Wisconsin  groups;  3  cents  per  100  pounds 
over  the  Minnesota  group;  2  cents  per  100  pounds  over  International 
Falls  and  Fort  Frances. 

To  Des  Moines.  Iowa:  6.5  cents  per  100  pounds  over  the  Fox 
River,  northern  Wisconsin,  and  Minnesota  groups;  3  cents  per  100 
pounds  over  Internntionol  Falls  and  Fort  Frances. 

To  Peorla.  HI.,  and  St.  Ixmis.  Mo.:  5  cents  per  100  pounds  over 
the  Fox  R'ver  group:  4  cents  per  mo  pounds  over  the  northern  Wis- 
consin group:  3  cents  per  100  pounds  over  the  M'nnesota  group;  not 
to  exceed  the  rates  from  Internat'onal  Falls  and  Fort  Frances. 

To  Memphis.  Tenn.  and  New  Orleans.  La.:  5  cents  per  100  pounds 
over  the  Fox  River  group;  4  cents  per  100  pounds  over  the  northern 
Wisconsin  group:  not  to  exceed  the  rates  from  the  Minnesota  group 
and  from  International  Falls  and  Fort  Frances. 

To  Missouri  River  points  north  of  Omaha.  Neb.,  to  and  including 
Sioux  C'ty,  Iowa,  points  in  South  D"kota,  and  noints  In  Nebraska  to 
which  the  short  routes  from  Internationol  Falls.  Fort  Frances,  and 
the  Minnesota  group  are  through  Sioux  City,  Iowa,  or  crossings  north 
thereof:  5  cents  per  100  pounds  over  the  Fox  River  and  northern  wis- 


coniiln   groups;   7  cent*  per   100  pound*  over  the   Mlnncnota   croup;   < 
cent*  per  HO  pound*  over  International  Fall*  and   fort   France*. 

To  Mlmiourl  River  point*.  Omaha.  Neb.,  to  Kan***  City.  Mo..  In- 
clusive, and  to  point*  beyond  In  Knnra*  nnd  Colorado,  and  In  that  por- 
tion of  Nebraska  to  which  the  nhort  route*  from  International  Fall*. 
Fort  Prance*,  and  the  Minnesota  group  are  through  croMlng*  aouth 
of  Sioux  City,  Iowa;  5  cent*  per  100  pound*  over  the  Fox  Hlv.-r. 
northern  Wlnconsln  and  Mlnneiota  groups.  3  cent*  per  100  pound* 
over  International  Fall*  and  Fort  France*. 

To  point*  In  Oklahoma,  Arkaniw*.  Ix>ul*lana  we*t  of  Ml**uulppl 
River.  Texas,  and  that  portion  of  Mlmiourl  on  and  nouth  of  the  line  of 
the  St.  Ix>ul*-San  Francisco  Railroad  extending  from  Rt.  Lxnil*.  Mo., 
through  Springfield.  Mo.:  4  cent*  per  100  pound*  over  the  Fox  River 
group;  3  cents  per  100  pound*  over  the  northern  Wisconsin  croup;  2.6 
cent*  per  100  pounds  over  the  Minnesota  croup;  1  cent  per  100  pound* 
over  International  Fall*  and  Fort  France*. 


RATING  ON  FLAVORING  EXTRACTS 

Attempt  by  the  American  Railway  Express  Company  to  put 
flavoring  extracts  moving  by  express  into  first  instead  of  second 
class  has  been  condemned  by  the  Commission  In  a  report  on 
I.  and  S.  No.  1363,  "Classification  Rating  on  Flavoring  Extracts," 
opinion  No.  7165,  64  I.  C.  C.  53-4.  Prior  to  February  1,  1914, 
flavoring  extracts  moved  at  first  class  as  merchandise.  The 
Commission,  in  its  report  on  the  big  express  investigation,  28 
I.  C.  C.  131,  said  they  should  move  as  "articles  of  food  not 
otherwise  specified,"  under  second  class  rates,  which  are  75 
per  cent  of  first  class.  The  express  company  contended,  in  sup- 
port of  the  suspended  schedule,  that  flavoring  extracts  are  not 
properly  entitled  to  that  classification,  because  they  are  not 
consumable,  either  in  the  condition  they  are  shipped,  nor  made 
so  by  cooking.  It  said  they  should  properly  be  rated  with  essen- 
tial oils. 

The  Commission's  report,  telling  what  extracts  are,  said 
that  the  alcohol  used  In  them  is  to  preserve  the  fruit  Juice. 
"The  use  of  pure  fruit  extracts  tends  to  diminish  the  alcoholic 
content,  and  they  are  replacing  the  essential  oils,"  said  the 
Commission  in  further  support  of  its  ruling,  and,  by  implication, 
that  that  was  an  end  to  be  desired. 


MINIMUM    ON    EGG-BOX    MATERIAL 

The  Commission  has  held  justified  an  increase  In  the  mini- 
mum on  egg-box  stuff  and  egg-case  fillers,  from  24,000  to  30,000 
pounds,  from  Missouri  River  points  to  interstate  destinations 
in  Kansas,  in  a  report  on  I.  and  S.  No.  1354,  Minimum  Weight 
on  Egg-box  Stuff  and  Egg-case  Fillers  from  Missouri  River 
Points  to  Kansas,  opinion  No.  7164,  64  I.  C.  C.  51-2.  The  only 
objection  to  the  increase  was  based  on  the  fact  that,  if  the 
suspended  schedules  were  allowed  to  become  effective,  the  in- 
terstate minimum  throughout  that  territory  would  become  30,- 
000,  while  the  Kansas  Intrastate  minimum  would  remain  at 
24,000.  The  Commission,  in  its  report,  said  most  of  the  ship- 
pers had  no  objection  to  the  higher  minimum,  holding  that  It 
could  be  loaded  in  a  standard  car.  Since  the  filing  of  the 
schedules  the  Commission  has  disposed  of  the  Kansas  case,  in- 
volving state-made  rates  and  minima,  so  the  objection  has 
been  removed. 


COAL,  PIPER  TO  FAIRFIELD,  ALA. 
An  order  of  dismissal  has  been  made  in  No.  11638,  Little 
Cahaba  Coal  Company  vs.  Birmingham  Southern  et  ai..  opinion 
No.  7168,  64  I.  C.  C.,  50-51.  holding  the  rate  on  coal,  irom  Piper 
to  Fairchild,  Ala.,  during  federal  control,  was  not  unreasonable. 
The  case  involved  three  carloads  of  coal  shipped  at  a  rate  of 
$1.20.  The  complainant  claimed  that  the  rate  was  unreasonable 
because  and  to  the  extent  that  it  exceeded  80  cents.  The  rate 
charged  applied  over  the  route  of  movement  which  was  selected 
by  the  shipper  on  account  of  congestion.  An  80-cent  rate  ap- 
plied, contemporaneously,  over  another  route.  The  $1.20  rate 
subsequent  to  the  movement  was  reduced  to  80  cents,  to  which 
basis  the  complainant  desired  reparation. 

CLASS  RATES,  VA.  CITIES  TO  MISS.  VAL. 

In  a  report  on  class  rates,  involved  in  I.  and  S.  1303,  be- 
tween Virginia  cities  and  Mississippi  Valley  destinations,  the 
Commission  has  ordered  the  carriers  to  publish,  by  November 
27,  rates  on  a  basis  of  two  dollars  from  Virginia  cities  to  the 
Memphis-Columbus-Meridian  group,  $2.10  to  the  Winona-Jack- 
son-Hattie<>urg  group,  and  $2.18  to  the  New  Orleans-Uulf  group, 
the  rates  to  be  on  the  Nashville  case  percentage  relationship, 
with  rates  from  Baltimore  14  cents  over  Virginia  cities;  Phila- 
delphia and  New  York  25  over;  and  Boston  33  ov«r.  Rates 
from  Carolina  territory  are  to  be  governed  by  the  Decision  In 
the  Raleigh  Chamber  of  Commerce  case.  The  Commission,  how- 
ever, said  the  first  class  rate  to  points  west  of  Sheffield  and  east 
of  Middleton.  Tenn.,  should  not  exceed  $1.90,  thus  creating  a 
new  group  lower  than  the  Memphis  group  as  proposed.  It  also 
modified  the  New  Orleans-Gulf  group  by  taking  Helena,  Ark.,  and 
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Greenwood  out  of  it  and  putting  them  into  the  Winona-Jackson- 
Hattiesburg  group.  With  regard  to  rates  to  points  on  the  Mis- 
sissippi Central,  Gulf  and  Ship  Island,  and  New  Orleans  Great 
Northern,  the  Commission  said  none  should  be  increased  except 
to  remove  fourth  section  departures,  and  where  sucn  increases 
are  made  they  should  be  graded  in  relation  to  points  to  which 
no  increases  were  allowed  in  this  case,  but  under  no  conditions 
to  exceed  the  lowest  combination.  All  these  key  rates  are  lower 
than  originally  proposed  and  also  lower  than  the  compromise 
offered  by  the  carriers  at  the  hearings.  Commodity  rates  are 
specifically  reserved  for  future  consideration. 

The  decision  in  I.  and  S.  1303,  written  by  Commissioner  Dan- 
iels, is  an  outgrowth  of  the  Commission's  decisions  in  the  Mem- 
phis southwestern  investigation  (55  I.  C.  C.  515);  Murfreesboro 
Board  of  Trade  vs.  L.  &  N.  (55  I.  C.  C.  648),  and  Meridian  Traffic 
Bureau  vs.  Director-General  (57  I.  C.  C.  107).  Those  cases 
had  their  inception  in  the  Commission's  fourth  section  order 
No.  7542,  denying  the  applications  of  interested  carriers  to  con- 
tinue class  and  commodity  rates  from  St.  Louis  to  Memphis, 
from  St.  Louis,  Memphis  and  designated  Missouri  River  points 
to  New  Orleans  and  from  New  Orleans  to  Memphis,  where  the 
rates  were  lower  than  those  from,  to,  or  between  intermediate 
points,  which  lower  rates  the  carriers  had  said  were  the  product 
of  a  competition  between  the  rail  and  water  lines.  The  Com- 
mission said  that  water  competition  having  disappeared,  fourth 
section  relief  should  be  denied  as  to  all  the  rates  based  upon 
its  existence. 

The  rates  from  Virginia  cities,  Carolina  territory  and  north 
Atlantic  ports  were  not  specifically  involved,  but  when  the  car- 
riers undertook  revisions  in  accordance  with  the  Commission's 
decisions  in  the  cases  mentioned,  the  railroads  claimed  that  the 
rates  from  the  eastern  parts  of  Southern  and  Official  classifica- 
tion territories  would  have  to  be  changed,  so  as  to  put  them  in 
proper  relation  to  the  revised  rates  established  in  the  Mississippi 
Valley  and  contiguous  areas. 

Admittedly,  the  railroads  undertook  to  put  the  rates  on 
what  they  called  a  "dry  land"  basis,  just  as  if  they  were  estab- 
lishing charges  to  and  from  points  which  could  not  possibly 
be  influenced  by  the  competition  of  the  carriers  by  water.  Their 
first  effort  in  that  direction  produced  a  first  class  rate  of  $2.19 
per  hundred  pounds  from  Virginia  cities  to  the  Memphis  group, 
with  rates  to  the  other  groups  on  the  basis  of  specified  cents 
per  hundred  pounds  over  the  Memphis  rate. 

At  the  hearing  the  carriers  offered  to  modify  their  proposals 
by  asking  only  $2.10  per  hundred  to  Memphis.  The  Commis- 
sion, in  the  report  written  by  Commissioner  Daniels,  disagreed 
with  them  and  said  that  $2  to  the  Memphis  group  would  be 
sufficient.  It  also  disagreed  with  them  as  to  the  size  of  the 
Memphis  and  the  New  Orleans  groups.  Without  saying  so,  it 
created  a  new  group  east  of  the  Memphis  group  between  Shef- 
field, Ala.,  and  Middieton,  Tenn.,  on  the  west  and  gave  it  a 
rate  of  $1.90,  or  ten  cents  under  Memphis.  It  took  Helena, 
Ark.,  and  Greenwood,  Miss.,  out  of  the  New  Orleans-Gulf  group 
and  threw  it  into  the  Winona-Jackson-Hattiesburg  group,  with 
a  first  class  rate  of  $2.10,  instead  of  $2.18. 

The  Commission  agreed  with  the  railroads  on  all  the  other 
contested  points,  chief  of  which  were  the  relationship  between 
classes  and  differentials  to  be  applied  on  traffic  from  Baltimore, 
Philadelphia,  New  York  and  Boston.  Agreement  with  the  car- 
riers as  to  the  relationship  between  classes  resulted  in  its  ap- 
proval of  the  relationship  between  the  first  four  classes  pre- 
scribed by  it  in  the  Nashville  case,  namely,  100,  86,  76  and  64. 
Below  fourth  class,  the  percentage  relationship  prescribed  in 
the  Nashville  case  is  the  same  as  that  prescribed  by  the  Com- 
mission in  the  Consolidated  Classification  case. 

Commissioner  Campbell,  dissenting  in  part,  took  his  col- 
leagues to  task  for  approving  the  relationship  between  the  first 
four  classes,  saying  that  he  was  unable  to  agree.  He  pointed 
out  that  the  Commission  in  the  Consolidated  Classification  case, 
54  I.  C.  C.,  which  recommended  a  uniform  relationship  of  100, 
85,  70  and  60,  he  said  that  that  recommendation  should  have 
been  followed  by  the  Commission  in  the  Nashville  case. 

"Having  failed  in  that  case  to  take  a  forward  step  in  the 
interest  of  uniformity,  I  am  convinced  that  we  should  not  miss 
the  opportunity  presented  on  this  record,"  said  Mr.  Campbell. 
"Time  is  now  ripe  for  progress  toward  greater  uniformity  and 
consistency  in  rate  making  and  antiquated  adjustments  call  for 
revision.  'Methods  of  rate  making  based  on  theories  that  are 
no  longer  tenable  or  upon  conditions  that  no  longer  exist,  should 
be  discarded.'  " 

The  quotation  within  the  quotation,  contained  in  what  Mr. 
Campbell  said,  he  took  from  the  Commission's  own  report  in 
Intermediate  Rate  Association  vs.  Director-General,  61  I.  C.  C. 
226.  In  that  case  Mr.  Campbell  was  the  attorney  for  the  com- 
plaining association,  but  he  lost  his  contention,  so  that  in  quot- 
ing from  what  the  Commission  said  in  that  case,  he  cannot  be 
accused  of  showing  favoritism  for  something  which  he,  as  a 
practicing  attorney,  had  won. 

The  differentials  on  traffic  from  the  north  Atlantic  ports, 
Baltimore  14  cents  over  Virginia  cities,  Philadelphia  and  New 
York  25  cents  over  and  Boston  33  cents  over,  are  those  pro- 


posed by  the  carriers,  to  which  some  objection  had  been  made 
by  shippers  from  the  north  Atlantic  ports. 

The  opinion  in  this  case  was  put  out  in  mimeograph  form 
without  page  or  volume  numbers. 


TRUCKS  FORCE  MODIFICATIONS 

Automobile  trucks  have  forced  modifications  in  the  rate 
structures  prescribed  by  the  Commission  in  the  Shreveport  case, 
and  the  thirteenth  section  case  reported  in  60  I.  C.  C.  421. 

The  trucks  have  been  hauling  oil  refinery  products  from  re- 
fining points  a  few  miles  from  San  Antonio  and  Dallas  in  such 
quantities  that  the  San  Antonio  Southern  and  the  Texas  & 
Pacific  asked  the  permission  of  the  Commission  to  reduce  the 
rates  prescribed  by  it  in  the  two  cases  mentioned. 

For  the  purpose  of  getting  at  the  San  Antonio  situation,  the 
Commission  reopened  No.  8418,  Railroad  Commission  of  Louis- 
iana vs.  Aransas  Harbor  Terminal  Railway  Company  et  al 
(Shreveport  case),  and  in  a  report  on  the  further  hearing  in 
that  case,  the  Commission,  speaking  through  Commissioner  Hall, 
authorized  the  San  Antonio  Southern  to  reduce  the  rate  on 
gasoline  from  the  refinery  at  Somerset  to  San  Antonio  from 
25  to  19  cents  per  hundred  pounds. 

In  the  thirteenth  section  case,  Intrastate  Rates  Within  the 
State  of  Texas,  the  Commission  authorized  the  Texas  &  Pacific 
to  reduce  the  rate  on  gasoline  from  Grand  Prairie  to  Dallas  from 
19  cents  per  hundred  pounds  to  a  rate  of  $40  per  car.  The 
Texas  &  Pacific  was  also  told  that  it  might  reduce  the  rate  of 
13  cents  on  fuel  oil  to  $30  per  car  without  formal  order  from 
the  Commission  because  it  did  not  establish  that  rate  on  fuel 
oil. 

In  disposing  of  the  case,  Commissioner  Hall  said:  "No  good 
reason  appears  why  the  proposed  reduced  rates  should  not  be- 
come effective  under  the  particular  circumstances  of  the  situa- 
tion, provided  they  were  made  effective  on  interstate  and  intra- 
state  traffic  alike.  We  find  that  Shreveport  will  not  be  unduly 
prejudiced  and  that  interstate  commerce  will  not  be  unjustly 
discriminated  against  by  the  establishment  of  the  proposed  re- 
duced rates." 

With  regard  to  the  situation  between  Somerset  and  San 
Antonio,  the  San  Antonio  Southern  represented  that  the  refinery 
at  Somerset  contemplated  hauling  the  gasoline  from  that  point 
to  San  Antonio  by  truck  at  an  estimated  cost  of  .9  cent  per 
gallon,  or  building  a  pipe  line  of  approximately  5  miles  at  a 
cost  not  to  exceed  $6,000  to  Von  Ormy,  a  station  on  the  Interna- 
tional &  Great  Northern.  The  rate  from  Von  Ormy  to  San  An- 
tonio is  19  cents.  Therefore,  the  San  Antonio  Southern  desires 
to  establish  the  19-cent  rate  in  an  effort  to  retain  the  traffic, 
amounting  to  about  four  carloads  per  day,  on  its  rails. 

The  reductions  in  the  rates  between  Grand  Prairie  and 
Dallas  will  be  terrific.  At  the  present  rate  of  19  cents  on  gaso- 
line, a  typical  car  of  66,000  pounds  produces  a  per  car  revenue 
of  $125.40.  The  rate  of  13  cents  on  fuel  oil  brings  in  on  the 
average  car  of  74,000  pounds,  $96.20  per  car.  The  new  rates 
of  $40  and  $30  per  car,  therefore,  will  represent  reductions  in 
substantially  67  per  cent. 

It  is  a  question  whether  the  reduction  from  Grand  Prairie 
to  Dallas  will  not  have  an  effect  on  the  whole  oil  rate  structure 
in  Southwestern  territory.  Those  reductions,  it  is  believed,  will 
have  to  be  reflected  in  all  the  oil  rates  of  the  Texas  &  Pacific, 
because  under  Rule  5-(b)  of  the  Commission's  tariff  circular 
18-A,  a  shipper  is  permitted  to  make  a  combination  based  on  a 
rate  on  a  branch  line  without  being  required  to  have  his  traffic 
hauled  to  the  branch  line  combination  basing  point.  Combina- 
tions on  Grand  Prairie  or  Dallas  will  be  possible,  and  under 
the  rulings  of  the  Commission,  it  regards  as  prima  facie  un- 
reasonable local  rates  or  joint  through  rates  higher  than  the 
combinations.  Grand  Prairie  is  on  the  main  line  between  Dallas 
and  Fort  Worth,  between  which  points  there  is  a  heavy  oil 
traffic. 

The  Commission  has  never  assumed  to  be  able  to  grant 
fourth  section  relief  with  regard  to  the  prohibition  against 
through  rates  in  excess  of  the  aggregate  of  the  intermediates. 
Therefore,  it  is  believed  the  decision  in  the  reopened  thirteenth 
section  case  will  not  be  taken  by  any  well  informed  railroad 
traffic  man  as  authorizing  the  Texas  &  Pacific  or  any  of  its  con- 
nections to  disregard  the  low  level  of  the  rates  between  Dallas 
and  Grand  Prairie.  That  being  the  fact,  the  decision  is  taken 
as  meaning  that  there  must  be  a  revision  of  rates  on  petroleum 
and  its  products  in  northern  Texas.  Owing  to  the  close  inter- 
relation of  rates  on  petroleum  and  its  products  throughout  the 
Southwest,  it  is  believed  that  a  general  revision  of  such  rates 
will  have  to  follow  the  Commission's  decision  in  this  reopened 
case. 

As  to  the  reduction  between  Somerset  and  San  Antonio,  it 
is  not  so  certain  that  that  will  have  much  of  an  effect  on  the 
rate  adjustment,  although  traffic  men  have  a  saying  among  them- 
selves that  it  is  almost  impossible  to  imagine  a  situation  as  to 
rates  anywhere  that  may  not  be  used  as  the  foundation  for  a 
combination  that  will  defeat  higher  joint  rates. 

The  decisions  in  these  cases  were  handed  out  by  the  Com- 
mission in  mimeograph  form  without  volume  or  page  numbers. 
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Tentative  Reports  of  the  Commission 


RATES  ON  TIN  CANS 

A  condemnation  of  unreasonableness  and  award  of  repara- 
tion and  an  order  for  the  future  have  been  recommended  by  Ex- 
aminer John  T.  Money,  in  a  report  on  No.  12312,  Armour  &  Co. 
vs.  A.  T.  &  S.  F.,  et  al.,  with  regard  to  the  rates  and  minimum 
\uishts  on  empty  tin  cans,  from  North  Kansas  City  to  Ft. 
Worth.  He  said  that  the  Commission  should  hold  that  from  De- 
cember 29,  191C,  to  date,  the  rates  and  minimum  weights  on  un- 
nested  cans  with  straight  sides  were  unreasonable,  to  the  extent 
that  they  exceeded  the  following  based  on  a  minimum  of  9,000 
pounds  per  car  for  a  standard  car  of  30  feet  six  inches  and  under 
in  length;  10,000  pounds  for  cars  more  than  30  feet  7  inches  and 
not  more  than  40  feet  6  inches  in  length;  11,000  pounds  on  fur- 
niture equipment  in  cars  39  feet  7  inches  to  40  feet  6  inches  in 
length  and  8  feet  6  inches  and  over  in  height;  13.000  pounds  per 
car  over  40  feet  7  inches  to  and  including  45  feet  6  inches  in 
length,  and  16,000  pounds  per  car  over  45  feet  7  inches  to  50 
feet  6  inches  in  length:  Prior  to  June  25,  1918,  78c;  from  June 
25,  1918,  to  and  including  August  25,  1920,  97.5c;  August  2G  and 
since,  $1.315.  He  also  recommended  reparation  to  those  minima. 


ALLOWANCE  AT  JERSEY  TERMINALS 

Two  facts  tending  to  show  the  effect  of  President  Wilson's 
determination  to  prosecute  the  war  "without  stint"  have  been 
brought  out  by  Examiner  John  H.  Howell  in  a  recommendation 
on  No.  12238,  Standard  Shipbuilding  Corporation  vs.  Director- 
General,  and  Central  of  New  Jersey.  In  that  complaint  the  ship- 
building company  asked  for  an  allowance  of  3  cents  per  100 
pounds  on  shipbuilding  material  lightered  by  it  from  the  piers  of 
the  Central  of  New  Jersey,  in  Jersey  City  and  Elizabethport,  to 
its  plant  at  Shooters  Island,  which  is  within  the  "lighterage 
free"  limits  of  New  York  Harbor.  The  demand  for  an  allowance 
was  based  on  the  fact  that  the  applicable  tariff  provided  that, 
when  freight  consigned  to  lighterage  free  points  was  turned 
over  at  the  Jersey  shore  to  lighters  other  than  those  owned  by 
the  railroad  company,  an  allowance  of  sixty  cents  per  ton,  net 
or  gross,  would  be  made. 

Owing  to  congestion  at  its  Jersey  shore  terminals,  the  Cen- 
tral of  New  Jersey  placed  an  embargo  against  all  freight  except 
such  as  it  might  allow  to  come  forward,  under  permit.  That 
embargo  was  made  effective  April  1,  1918,  and  continued  for  one 
year,  so  far  as  the  sihpments  of  the  complainant  were  con- 
cerned. 

Howell  said  the  density  of  traffic  through  the  Central  of  New 
Jersey  piers  might  be  estimated  from  the  fact  that  the  volume 
of  war  material  alone  increased,  on  those  terminals,  from  48,197 
tons,  in  September,  1917,  by  which  time  the  United  States  had 
hardly  begun  to  participate  in  the  war,  to  479,047  tons  in  Novem- 
ber, 1918,  when  the  armistice  was  signed. 

Of  the  3,275,000  men  sent  to  Europe  through  all  ports,  up  to 
December  31,  1918,  one-fourth  of  the  men,  with  the  necessary 
equipment,  were  sent  through  the  Jersey  shore  terminals  of  the 
Central  of  New  Jersey. 

The  complainant  argued  that,  because  the  Central  allowed 
the  freight  for  the  shipbuilding  plant  to  come  forward  on  permit, 
the  tariff  provision  quoted  was  revived  and  put  into  full  force 
as  to  that  traffic.  The  railroad  pointed  out  that  the  permits  al- 
lowed the  stuff  to  come  only  to  the  Jersey  shore  points  and  not 
to  New  York  lighterage  free  destinations. 

Howell  said  that  the  embargoes  were  justified  and  that  the 
company  was  not  entitled  to  an  allowance  either  under  the 
tariffs  or  as  a  matter  of  reasonableness.  In  the  testimony  it 
was  shown  that  the  shipbuilding  company,  on  account  of  in- 
creased transportation  rates  and  other  factors  of  cost,  had  -its 
contract  with  the  Emergency  Fleet  Corporation  revised  so  as  to 
take  care  of  the  increase,  on  that  one  item  in  the  revised  prices 
to  be  paid  for  the  ships. 


thi-y  result  in  higher  total  charges  than  those-  applicable  under 
the  riitt'H  and  regulation*  MBtMnponHMOMt)'  applied  by  the 
carriers  for  the  transportation  of  similar  shipments,  moving 
through  (ireenvllle  and  fabricated  In  tumult  al  Mi-advllle,  I'a  . 
Blnghamton,  Buffalo  and  Klmlrn,  N.  V.,  and  I'aterson  and  Ixxll. 
N.  J.  The  examiner  said  fourth  section  relief  should  be  granted. 
The  report  also  cove™  parts  of  fourth  section  application*  No». 
1625,  1774  and  1775,  filed  by  C.  C.  McCain,  and  No.  1787  of  the 
Erie. 


CHARGES   ON    DRIED    FRUITS 

Examiner  J.  Leo  Flynn  has  recommended  the  dismissal  of 
No.  12241,  West  Coast  Grocery  Company  et  al.  vs.  Director- 
General  et  al.,  on  a  holding  that  the  charges  on  carload  shipments 
of  dried  fruits  from  Fresno  and  other  California  points  to  To- 
coma,  Wash.,  between  December  1,  1916,  and  December  20, 
1920,  were  not  unreasonable  or  unjustly  discriminatory. 


STRUCTURAL  IRON  AND  STEEL  RATES 
In  a  proposed  report  on  No.  12396,  Chicago  Bridge  &  Iron 
Works  vs.  Erie,  Director-General,  et  al.,  Examiner  John  T.  Money 
has  recommended  a  holding  that  the  rates  on  structural  iron 
and  steel,  carloads,  from  Pittsburgh  to  points  in  trunk  line  and 
New  England  territories,  fabricated  in  transit  at  Greenville,  Pa- 
are  not  unreasonable,  but  unduly  prejudicial,  to  the  extent  that 


SWITCHING  CHARGES  AT  ALBANY,  QA. 
Examiner  W.  H.  Wagner,  In  a  report  on  No.  12850,  Harda- 
way  Contracting  Company  vs.  Georgia  Southeastern  &  Gulf,  has 
recommended  a  holding  that  the  switching  charges  collected 
from  the  complainant  at  Albany,  Ga.,  on  and  after  October  1, 
1919,  on  interstate  traffic  on  which  the  Seaboard  Air  Line  re- 
ceived a  revenue  haul,  were  illegal  and  should  be  refunded. 
Switching  charges  were  Imposed  notwithstanding  that  a  pro- 
vision in  the  switching  tariff  of  the  defendant  said  that  the 
terminals  of  the  publishing  line  and  the  Seaboard  at  Cordele 
and  Albany,  Ga.,  were  used  jointly  for  traffic  on  which  either 
carrier  received  a  revenue  haul. 


RATES   ON    EXCELSIOR    BOLTS 

Examiner  Burton  Fuller,  In  a  report  on  No.  12370.  Phillips 
Excelsior  Co.  vs.  Southern  Railway  et  al.,  has  recommended  a 
holding  of  unreasonableness  as  to  rates  on  excelsior  bolts  from 
Cohutta,  Ga.,  and  Mat-Donald.  Summitt  and  Tyner,  Tenn.,  to 
Chattanooga,  in  the  period  from  August  12,  1919,  to  April  16. 
1920.  He  said  the  Commission  should  find  the  rates  were  unrea- 
sonable to  the  extent  that  they  exceeded  those  contempora- 
neously applicable  on  logs  and  should  waive  the  collection  of 
undercharges  accruing  under  the  rates  charged,  but  not  col- 
lected. 


MISROUTING  OF  COAL 

In  a  tentative  report  on  No.  12277,  William  -L.  Carney  vs. 
Director-General,  as  agent,  Examiner  John  A.  McQuillan  said 
the  Commission  should  find  that  two  carloads  of  anthracite  coal 
shipped  in  July,  1918,  from  Densmore,  Pa.,  to  Chicago  were  mis- 
routed,  but  that  reparation  should  be  denied,  because  the  party 
in  interest  was  not  the  complainant. 


RATES  ON   CONDENSED    MILK 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  John  A.  McQuillan  in  a 
report  on  No.  12245,  Wisconsin  Dairy  Products  Co.  vs.  Akron. 
Canton  &  Youngstown  et  al.,  as  to  rates  on  canned,  condensed 
milk,  from  Stoughton,  Wis.,  to  points  in  central  trunk  line. 
Atlantic  seaboard  and  Virginia  cities  territories.  He  said  that 
they  should  be  held  unreasonable  to  the  extent  that  they  ex- 
ceeded the  contemporaneous  rates  on  canned  vegetables  and 
that  reparation  should  be  awarded. 


RATES  ON  STONE  AT  E.  ST.  LOUIS 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Warren  H.  Wagner,  in  a 
report  on  No.  12215,  East  St.  Louis  Stone  Co.  vs.  Alton  &  South- 
ern et  al.,  as  to  the  rates  on  stone  from  Falling  Springs,  111.,  to 
other  points  in  the  East  St.  Louis  switching  district,  during  the 
period  from  January  1.  1919,  to  August  31,  1920.  He  said  the 
Commission  should  find  that  the  rates  to  Groups  A  to  G  were  un- 
reasonable to  the  extent  that  they  exceeded  20c  per  ton,  mini- 
mum GO.OOO. 


MISROUTING   OF  COAL 

Examiner  John  A.  McQuillan,  in  a  report  on  No.  12222.  Wil- 
liam L.  Carney  vs.  Director-General,  found  that  5  carloads  of  soft 
coal,  from  mines  in  Indiana  to  Chicago,  were  misrouted,  but 
recommended  that  reparation  be  denied,  because  the  party  en- 
titled to  receive  reparation  was  not  a  party  in  the  case. 

RATES   ON    IRON   PIPE 

Examiner  Warren  H.  Wagner  has  recommended  the  dismis- 
sal of  No.  12036,  Texas  Pipe  Line  Co.  vs.  Director-General,  on  a 
holding  that  the  rates  on  wrought  iron  pipe  from  Jennings. 
Welsh,  Iowa,  Lake  Charles.  Cloe.  Edgerly.  Binton  and  Sulphur, 
Iowa,  to  Ranger  and  Tiffin,  Tex.,  in  the  spring  of  1918.  were  not 
unreasonable. 


RATE  ON  CIGARS  FROM   KEY  WEST 
In  a  report  on  No.  12011.  American  Cigar  Co.  vs.  Director- 
General,  et  al..  Examiner  Warren  H.  Wagner  has  recommended 
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that  the  less  than  carload  rate  on  cigars,  water-and-rail,  from 
Key  West  to  Portland,  Ore.,  Salt  Lake  City,  Los  Angeles  and 
San  Francisco,  between  February  21  and  December  9,  1919,  were 
unreasonable  to  the  extent  that  they  exceeded  first  class  Group 
A  rates.  He  has  recommended  reparation.  The  Commission, 
Wagner  said,  should  require  the  establishment  of  joint  routes 
via  the  Peninsula  &  Occidental  S.  S.  Co.  and  the  rail  carrier,  not 
in  excess  of  contemporaneous  all-rail  rates  from  Key  West. 


CHARGES  ON  FROZEN  BEEF  LIVERS 
Examiner  John  A.  lucQuillan,  in  a  report  on  No.  12160, 
Armour  &  Co.  vs.  Lehigh  Valley,  Director-General,  et  al.,  has 
recommended  a  holding  that  the  charges  on  frozen  beef  livers 
from  the  float  bridge  of  the  Lehigh  Valley,  at  Jersey  City  to  Pier 
A,  also  at  Jersey  City  in  November,  1919,  were  unreasonable,  be- 
caused  they  exceeded  $10  a  car  plus  a  reconsignment  charge  of 
IS. 


RATES   ON   TALC 

Chief  Examiner  Robert  E.  Quirk  has  recommended  the  dis- 
missal of  No.  12581,  John  Lucas  &  Co.,  Inc.,  vs.  New  York  Cen- 
tral et  al.,  on  the  ground  that  rates  on  talc,  in  carloads,  from 
Hailesboro,  Emeryville  and  Talcville,  N.  Y.,  to  Lucaston,  N.  J., 
were  and  are  not  unreasonable  or  unjustly  discriminatory,  either 
in  June,  1919,  or  since  August  26,  1920.  This  report  also  covers 
No.  12657,  Same  vs.  Same,  et  al. 


EXTRA    SWITCHING   CHARGE 

A  holding  of  illegality  and  an  order  of  reparation  have  been 
suggested  by  Examiner  Frank  E.  Mullen  in  a  report  on  No. 
12458,  Capital  Warehouse  Company  vs.  Illinois  Central  et  al.,  in 
which  the  complainant  objected  to  the  switching  charge  of  $2 
a  car  at  Indianapolis  on  sisal,  imported  from  Mexico,  forwarded 
from  New  Orleans,  and  stopped  at  Indianapolis  for  storage  and 
reshipment  to  final  destination.  The  shipments  in  question 
moved  in  January  and  July,  1920.  The  }2  charge  was  imposed, 
the  railroad  company  said,  for  extra  switching.  Quirk  said 
there  was  no  tariff  authority  for  the  imposition,  and  that  ship- 
ments which  moved  from  a  point  of  origin  to  final  destination, 
with  the  privilege  of  storage  in  transit,  are  regarded  as  moving 
under  a  single  continuous  contract  of  carriage. 

REPARATION   ON   SCRAP   IRON 

An  award  of  reparation  has  been  j-ecommended  by  Examiner 
R.  T.  Eddy  in  a  report  en  No.  12528,  Standard  Rail  and  Steel 
Co.  vs.  L.  &  N.  et  al.,  on  the  ground  that  the  rate  imposed  on 
through  carloads  of  scrap  iron  from  LaFayette,  Ind.,  to  Mobile, 
Ala.,  in  July,  1919,  was  in  violation  of  the  aggregate  of  inter- 
mediates clause  of  the  fourth  section.  This  report  also  covers 
parts  of  fourth  section  applications  Nos.  1606,  1952  and  2060. 

RATE  ON  POULTRY  COOPS 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Richard  T.  Eddy,  in  No.  12514,  Frank  D.  Day  &  Co.  vs.  Mobile 
&  Ohio  et  al.,  of  a  holding  that  the  rate  applicable  on  knocked 
down  poultry  coops  from  Dyer,  Tenn.,  to  Cincinnati,  in  the  first 
six  months  of  1920,  was  not  unreasonable.  Eddy  found  that 
there  were  overcharges  and  said  the  Commission  should  direct 
refunds. 


RATES   ON    LINSEED   OIL 

Examiner  H.  J.  Wagner,  in  a  report  on  No.  12663,  Midland 
Linseed  Products  Co.  vs.  West  Shore  et  al.,  has  recommended 
condemnation  of  rates  on  linseed  oil  from  Edgewater,  N.  J., 
to  points  in  Official  Classification  territory,  because  and  to  the 
extent  they  exceeded  rates  on  cottonseed  oil.  He  recommended 
an  order  requiring  the  establishment  of  rates  on  that  basis  and 
reparation. 

RATES   ON    FELDSPAR 

Examiner  H.  W.  Archer  has  recommended  the  dismissal  of 
No.  12589,  General  Porcelain  Co.  vs.  B.  &  O.  et  al.,  on  the  ground 
that  rates  on  feldspar  from  Wilmington,  Del.,  to  Parkersburg, 
W.  Va.,  in  December,  1919,  and  since,  were  and  are  not  either 
unreasonable  or  unjustly  discriminatory. 

APPLES,  WASHINGTON  TO  NEW  MEXICO 
A  holding  of  unreasonableness  and  an  order  of  reparation 
have  been  recommended  by  Examiner  L.  J.  Flynn,  in  a  report 
on  No.  12475.  Murray  &  Layne  Co.  vs.  A.  T.  &  S.  F.  et  al.,  as  to 
rates  on  carloads  of  apples,  from  Monitor  and  Wenatchee,  Wash., 
to  Deming,  N.  M.  Flynn  said  the  rates  were  unreasonable  to 
the  extent  that  they  exceeded  $1.10  on  shipments  moving  in 
December,  1918. 


JACKSON  &  EASTERN  BONDS 

The  Commission  has  granted  authority  to  the  Jackson  & 
Eastern  Railway  Company  to  issue  $93,000  of  first  mortgage  6 
per  cent  bonds  and  to  sell  said  bonds  at  not  less  than  par  for 
the  purpose  of  reimbursing  the  company's  treasury  for  ex- 
penditures heretofore  made  for  additions  and  betterments. 


PACKING  REQUIREMENTS 

Standardization  of  packages,  so  far  as  dimensions  and  pub 
lie  contents  are  concerned,  is  a  function  which  belongs  only  t( 
Congress,  and  which  the  railroads  have  no  right  to  take  01 
themselves,  according  to  J.  C.  Folger,  traffic  man  for  severa 
fruit  and  vegetable  shippers'  organizations,  who  appeared  t< 
protest  against  suspended  rule  20  in  R.  H.  Countiss'  Supplemen 
18  to  his  I.  C.  C.  1084,  at  the  hearing  on  I.  and  S.  1414,  packinf 
requirements,  estimated  weights  and  weighing  of  eastbounc 
transcontinental  deciduous  fresh  fruits,  before  Examiner  Warrei 
H.  Wagner,  in  Chicago,  October  13.  The  rule  in  question,  a! 
interpreted  in  a  letter  from  Mr.  Countiss,  introduced  by  O.  W 
Dynes,  who  appeared  for  the  transcontinental  carriers,  and  01 
which  they  rested  their  case,  was  designed  to  compel  shipper: 
to  use  boxes  of  certain  dimensions  and  strength  and  provide( 
for  the  application  of  actual  weights  instead  of  the  specifiee 
estimated  weights  on  shipments  in  boxes,  which  varied  from  th< 
specifications  and  which  it  classed  as  "irregular." 

Among  the  provisions  of  the  rule,  which  met  with  mud 
opposition  from  Mr.  Folger,  Robert  Cumming,  of  the  Americai 
Fruit  and  Vegetable  Shippers'  Association,  and  numerous  repre 
sentatives  of  shippers  and  package  makers,  was  one  which  spec! 
fled  the  marking  of  all  containers  with  the  words  "standarc 
railroad  container,"  in  letters  M  inch  high.  It  was  pointed  ou 
that  at  present  the  container,  between  30  or  40  million  of  whicl 
are  shipped  annually,  must  bear  a  number  of  marks  as  t( 
weight,  count,  origin,  box  maker,  etc.  The  increase  in  the  re 
quired  thickness  of  end  boards  from  11/16  inch,  now  generallj 
in  use,  to  %  inch,  would,  according  to  the  box  makers,  necessi 
tate  the  wasting  of  millions  of  feet  of  lumber  already  cut,  ever 
if,  as  proposed  by  Mr.  Dynes,  the  effective  date  of  the  rule  waf 
postponed  until  March  21,  1921. 

Apprehension  was  also  expressed  by  the  shippers  and  con 
tainer  makers  over  the  fact  that  the  rule  contained  specifications 
for  boxes  and  grape  baskets  only,  and  prohibited  the  use  of  anj 
other  container,  thus  excluding  the  bushel  basket,  which,  thej 
said,  had  been  gaining  in  popularity  in  the  last  few  years.  Ac 
cording  to  C.  H.  Rodeheaver,  representing  container  makers 
most  of  the  apple  crop  of  New  York  and  the  peach  crop  oi 
Georgia  was  moved  in  bushel  baskets  during  the  past  year.  H« 
said  20  million  of  these  baskets  had  been  used  last  year  and  thai 
their  use  was  spreading  westward.  He  also  pointed  out  thai 
bushel  baskets  were  considered  as  a  standard  container  in  the 
Southeast  and  in  the  Consolidated  Classification. 


CHANGES    IN    DOCKET 

Hearings  in  12713,  Singer  Mfg.  Co.  vs.  111.  Cent,  et  al.,  12714 
12715  and  12731,  Same  vs.  Can.  Pac.  et  al.,  and  12887,  Nationa 
Veneer  &  Panel  Manufacturers'  Assn.  et  al.  vs.  Aberdeen  & 
Rockfish  et  al.,  assigned  for  October  12  at  Louisville,  were  post 
poned  to  a  date  to  be  hereafter  fixed. 

Hearing  in  10804,  Barnett  Oil  &  Gas  Co.  vs.  Director-Gen 
eral,  L.  &  N.  et  al.,  assigned  for  October  14  at  Chicago,  was 
postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  12726,  Hagerstown  Chamber  of  Commerce  vs 
Western  Maryland  et  al.,  assigned  for  October  10,  at  Washing 
ton,  D.  C.,  was  postponed  to  a  date  to  be  hereafter  fixed. 

Hearing  in  12908.  Terre  Haute,  Indianapolis  &  Easterr 
Traction  Co.  et  al.  vs.  Director-General,  assigned  for  October  IE 
at  Terre  Haute,  was  postponed  to  a  date  to  be  hereafter  fixed 

Hearing  in  12868,  Sinclair  Refining  Co.  vs.  Director-General, 
assigned  for  October  15  at  Chicago,  was  cancelled. 


PETITIONS    FOR    REHEARING 

Complainant  in  No.  11061,  American  Steel  Export  Co.  vs, 
Director-General,  Indiana  Harbor  Belt,  et  al.,  has  asked  the  Com- 
mission to  grant  a  rehearing  and  reargument. 

Defendant  in  No.  11948,  the  Glacifer  Company  vs.  American 
Railway  Express  Company,  has  filed  a  petition  for  rehearing. 

The  Providence  Gas  Co.,  intervener  in  No.  10357,  Seaboard 
By-Product  Coke  Co.  vs.  Director-General,  D.  L.  &  W.,  et  al.,  has 
asked  the  Commission  for  a  rehearing. 

Complainants  in  No.  10483,  Old  Dominion  Co.  et  al.  vs. 
Director-General,  have  asked  for  a  rehearing. 

Complainants  in  Nos.  10461,  Peerless  Coal  Company  of 
Illinois  vs.  A.  T.  &  S.  F.,  Director-General,  et  al.,  and  10461  (Sub- 
No.  1),  The  Jones  &  Adams  Coal  Company  vs.  same,  nave  asked 
the  Commission  to  grant  a  rehearing. 

Complainant  in  No.  11739,  Omaha  Chamber  or  Commerce 
Traffic  Bureau  vs.  C.  B.  &  Q.  et  al.,  has  asked  the  Commission 
to  reopen  that  case  and  grant  a  reargument  therein. 


NEW    RAILROAD    IN    HAWAII 

The  Commission  has  authorized  the  issue  and  sale  by  the 
Ahukini  Terminal  &  Railway  Company,  Ltd.,  of  $620,000  of 
capital  stock,  the  proceeds  of  which  are  to  be  used  in  construct- 
ing a  railroad  approximately  16  miles  long  of  30-inch  gauge, 
from  a  point  near  Anahola  Bay  to  Ahukini  landing  on  Mana- 
malu  Bay  Island  to  Kauai,  Hawaii. 


October  15,  mi 


THE    TRAFFIC     WORLD 


751 


MEETING  OF  N.  A.  R.  U.  C. 

t»y  ii  Staff  Correspondent  at  Atlanta,   Qa.) 
With  an  address  of  welcome  by  Governor  Thomas  W.  Han 
wick,  of  Georgia,  the  National  Association  of  Railway  and  Utili- 
ties Commissioners  began  its  thirty-third  annual  convention  at 
Atlanta,  October  11.    This  was  the  flrst  meeting  of  the  associa- 
tion held  in  a  southern  city  In  a  number  of  years,  and  the  Geor- 
gians gave  the  commissioners  a  hearty  welcome. 

The  difference  of  opinion  between  the  state  commissions  and 
the  Interstate  Commerce  Commission  relative  to  the  power  the 
federal  Commission  has  over  intrastate  rates  under  the  trans- 
portation act  was  regarded  by  the  commissioners  as  probably 
the  most  important  question  before  the  convention. 

The  point  of  view  taken  by  the  state  commissions  as  to  the 
proper  interpretation  of  sections  13  and  15a,  of  the  transporta- 
tion act,  was  stressed  by  James  A.  Perry,  president  of  the 
association  and  member  of  the  Georgia  commission,  in  his  an- 
nual address,  and  also  by  John  E.  Benton,  general  solicitor  of 
the  association,  in  his  annual  report. 

In  reviewing  the  activities  of  his  office  in  the  last  year,  Mr. 
Benton  devoted  considerable  time  to  the  intrastate  rate  litiga- 
tion growing  out  of  the  Commission's  orders  in  the  New  York 
and  subsequent  state  rate  cases.  Referring  to  the  association's 
meeting  in  Washington  a  year  ago,  Mr.  Benton  said  the  associa- 
tion had  been,  in  a  sense,  the  guest  of  the  federal  Commission. 
and  that  "general  harmony  prevailed." 

"After  the  convention  had  adjourned,  however,  you  had 
scarcely  reached  your  respective  homes,  when  the  decision  of 
the  Commission  in  the  New  York  case  was  handed  down,"  said 
he.  "Following  that  decision  have  come  others  of  monotonous 
sameness.  I  will  not  review  them.  The  committee  on  litigation 
will  do  that.  It  is  sufficient  to  say  that  they  assert  the  power 
of  the  federal  Commission  to  take  unto  itself  the  exclusive  con- 
trol of  all  rates." 

Mr.  Benton  said  he  had  argued  before  the  Commission  that 
the  transportation  act  merely  put  into  statutory  form  the  effect 
of  the  Shreveport  decision,  but  that  the  Commission  determined 
otherwise,  holding  that  it  had  jurisdiction  not  only  to  remove 
discrimination,  as  that  term  was  used  prior  to  the  passage  of 
the  transportation  act,  but  to  make  intrastate  rates  yield  a  rea- 
sonable revenue.  He  referred  to  his  arguments  in  the  New 
York,  South  Carolina  and  Iowa  cases  and  said  the  Commission 
had  overruled  his  contentions  in  each  of  those  cases. 

Discussing  the  Utah  and  other  western  state  cases,  Mr.  Ben- 
ton  said  he  had  won  out  on  the  contention  that  the  Utah  coal 
and  ore  rates  were  already  compensatory  and  all  that  the  traffic 
would  bear. 

"This  was  not  much  of  a  victory,"  said  he,  "looked  at  one 
way,  but  it  was  of  great  importance  to  the  mining  states  and 
it  broke  down  the  'monkey  wrench'  theory.  Up  to  that  time 
it  was  understood  that  the  viey  was  held  within  the  Commission 
that  to  countenance  inquiry  by  a  state  commission  into  the  rea- 
sonableness of  a  percentage  advance,  as  applicable  intrastate 
'to  a  particular  class  of  traffic,  would  be  to  permit  the  state 
commissions  to  throw  a  monkey  wrench  into  the  machinery,' 
and  thereby  to  delay  the  receipts  by  carriers  of  revenues  ad- 
judged necessary  by  the  federal  Commission,  in  conformity 
with  the  congressional  plan. 

"The  principle  that  rates  prescribed  by  state  authority  which 
are  already  as  high  as  traffic  will  bear  can  not  be  found  dis- 
criminatory, was  later  followed  as  to  ore  in  the  Nevada  and 
Arizona  cases. 

"In  the  Arizona  case  I  also  argued,  as  to  live  stock  rates, 
that  the  same  were  shown  by  the  record  to  be  already  as  high 
as  interstate  rates,  and  that  hence  they  could  not  be  found  to 
be  discriminatory,  merely  because  the  Ex  Parte  74  advance  had 
not  been  permitted.  This  the  Commission  held.  Thus  it  was 
finally  established  that  rates  already  as  high  as  corresponding 
interstate  rates  ought  not  to  be  advanced. 

"In  the  Kansas  case,  however,  where  it  was  shown  that,  in 
large  part,  the  intrastate  rates  complained  of  by  the  carriers 
were  already  as  high  as  corresponding  interstate  rates,  but  the 
proof  did  not  extend  to  all  rates  of  a  class,  the  federal  Com- 
mission made  an  order  designed  to  leave  to  the  carriers  the 
determination  of  what  rates  were  discriminatory,  and  the  extent 
to  which  they  should  be  advanced  within  the  limits  of  the  per- 
centage authorized  in  Ex  Parte  74.  This  was  done  by  the 
device  of  an  order  requiring  a  straight  percentage  increase  of 
thirty-five  per  cent  above  the  rates  in  effect  August  26,  1920,  but 
containing  a  provision  that  the  order  should  not  require  any 
carrier  to  establish  or  maintain  for  intrastate  service  a  rate 
that  was  higher  than  the  'corresponding'  interstate  rate  applica- 
ble 'from,  to  or  at  the  same  point.'  What  this  provision  meant 
was  uncertain,  but  the  carriers  were  left  to  interpret  and  apply 
It — in  other  words,  to  determine  what  rates  were  discriminatory, 
and  how  much  they  should  be  advanced. 

"This  Kansas  decision  was  the  last  one  of  importance  made 
by  the  federal  Commission,  and  this  attempt  to  delegate  to  car- 
riers the  power  to  determine  to  what  rates  the  laws  of  the  state 
shall  be  held  to  apply,  marks  the  extreme  limit  to  which  the 
federal  Commission  has  gone  under  the  transportation  act.  From 


the  decision  Commissioners  Eastman,  Campbell  and  Lewis  dis- 
sented. 

"To  complete  the  story  of  the  Kansas  case,  it  should  be  eald 
that  the  cairlers  made  no  attempt  at  all  to  avoid  the  discrimina- 
tory situation  which  the  federal  Commission  itself  stated  In  its 
report  would  be  created  by  a  straight  percentage  increase,  and 
to  avoid  which  the  attempted  delegation  of  power  to  the  carrle  a, 
of  which  I  have  spoken,  was  made.  They  simply  advanced  all 
rates  to  a  level  thirty-five  per  cent  above  the  level  of  August 
26,  1920.  This  was  a  plain  violation  of  the  spirit  of  the  federal 
Commission's  order,  and  we  think  of  the  letter. 

"The  astonishing  thing  about  the  situation  is  that  the  fed- 
eral court  in  Kansas  has  nevertheless  enjoined  the  authorities 
of  that  state  from  doing  any  act  to  prevent  the  imposition  of 
those  rates,  and,  in  a  suit  brought  to  restrain  the  carriers  to 
the  terms  of  the  order  of  the  federal  Commission,  has  refused 
to  interpret  that  order  until  the  Kansas  commission  shall  have 
presented  the  situation  again  to  the  federal  Commission,  and 
have  exhausted  its  remedies  there.  And  upon  presentation,  in- 
stead of  promptly  clarifying  its  own  order,  so  that  the  same  may 
no  longer  be  claimed  as  a  justification  for  rates  in  Kansas  that 
are  higher  than  interstate  rates,  the  federal  Commission  has 
opened  the  case  for  further  hearing,  expressly  leaving  its  order 
(and  thereby  the  discriminatorily  high  intrastate  rates)  still  in 
effect.  All  this  is  almost  unbelievable,  but  it  is  a  fact." 

Mr.  Benton  briefly  reviewed  the  situation  with  respect  to 
the  case  of  William  Wylie  Beall  vs.  Wheeling  Traction  Company, 
which  involved  franchise  fares  on  lines  of  electric  railways  in 
Ohio,  and  over  which  the  federal  Commission  assumed  juris- 
diction. 

"The  far-reaching  effect  of  the  decision,  as  destructive  of 
state  power  of  regulation,  is  obvious,"  said  he.  "If  the  order 
heretofore  made  is  not  revoked  by  the  Commission,  I  expect 
that  the  validity  of  it  will  be  contested  in  court.  In  that  event, 
I  trust  that  this  association  will  instruct  its  representatives  to 
intervene  and  present  the  views  of  the  state  commissions  in  such 
manner  as  may  be  permitted  by  the  court." 

The  Wisconsin  passenger  fare  case,  the  flrst  of  the  intrastate 
rate  cases  to  reach  and  be  argued  in  the  United  States  Supreme 
Court,  was  reviewed. 

"Whatever  may  be  the  decision  in  that  case,"  said  Mr.  Ben- 
ton,  "I  believe  that  you  will  feel  that  your  representatives  did 
not  fail  to  do  whatever  lay  within  their  power  to  perpetuate 
our  form  of  government.  I  make  the  statement  in  that  form, 
which  may  sound  extreme,  because  the  case,  in  my  humble  judg- 
ment, involves  nothing  less  fundamental.  If  a  federal  com- 
mission can  be  granted  power  to  set  aside  intrastate  rates,  pre- 
scribed by  the  law  of  a  state,  without  proof  that  they  interfere 
with  the  movement  of  interstate  commerce,  we  would  seem 
justified  in  concluding  that  there  is  no  effective  restraint  in 
supposed  constitutional  limitations,  and  that  the  present  rapid 
concentration  of  power  in  the  hands  of  the  federal  government 
may  be  expected  to  continue,  until  we  cease  to  have  a  dual  gov- 
ernment in  fact,  even  though  we  may  retain  the  form  and  ap- 
pearance of  one." 

Annual  Address  of  President 

"If  the  present  views  of  the  Interstate  Commerce  Commis- 
sion remain  the  law  of  the  land,  then  we  have  suffered  a  most 
serious  blow  at  our  duel  system  of  government,"  said  President 
Perry  in  his  annual  address. 

"local  self-government  is  essential  to  the  success  of  our 
political  institutions  in  this  country.  One  central  body  can  never 
deal  intelligently  or  satisfactorily  with  local  conditions.  The 
people  had  a  taste  under  Secretary  McAdoo  of  the  nationalization 
of  the  railroads  and  quickly  grew  sick  of  It." 

Complete  abrogation  of  the  fundamental  principle  of  the 
sovereignty  of  the  states  as  embodied  in  the  federal  Constitu- 
tion, President  Perry  said,  will  result  from  a  continuation  of  the 
policy  adopted  by  the  federal  Commission  in  regulating  intra- 
state rates. 

"It  is  interesting  to  note,"  said  he,  "that  this  convention, 
held  at  a  time  when  the  very  life  of  state  regulation  of  the 
railroads  is  at  stake,  should  meet  in  a  state  which  was  one  of 
the  flrst  to  take  jurisdiction  over  the  subject  of  rates  of  public 
utilities  and  common  carriers,  and  to  create  a  railroad  commis- 
sion to  regulate  the  same. 

"The  Interstate  Commerce  Commission  has  construed  the 
transportation  act  too  much  in  the  light  of  a  revenue-producing 
measure  for  the  railroads  instead  of  in  the  light  of  an  act  to 
further  regulate  commerce." 

Conferences  between  representatives  of  the  state  commis- 
sions and  of  the  Commission  on  the  subject  of  co-operation  with 
a  view  to  preserving  the  rights  of  the  states  over  intrastate  rates, 
he  said,  brought  no  results. 

"Nothing  can  be  accomplished  along  this  line  so  long  as  the 
Interstate  Commerce  Commission  holds  its  present  views,''  said 
he. 

A  satisfactory  solution  of  the  issue  of  states'  rights.  Mr. 
Perry  said,  would  not  be  brought  about  by  a  favorable  decision 
to  the  states  in  the  intrastate  rate  cases  pending  In  the  United 
States  Supreme  Court  He  held  that  only  by  legislative  action, 
in  the  form  of  amendments  to  the  transportation  act  to  u  to 
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re-establish  clearly  and  indisputably  the  rights  of  the  states, 
could  the  issue  be  definitely  settled. 

"The  utter  futility  of  federal  regulation  was  clearly  demon- 
strated in  Ex  Parte  74,"  said  he.  "They  applied  a  horizontal  in- 
crease to  all  roads  alike.  Rich,  poor,  bankrupt,  short  and  long — 
all  were  given  the  same  increase.  And  notwithstanding  that 
increase,  giving  the  roads  the  highest  rates  in  35  years,  they 
have  lost  money  at  a  shocking  rate.  They  are  back  before  Con- 
gress at  this  time,  appealing  for  financial  help. 

"Every  known  principle  of  rate-making  was  violated  In  Ex 
Parte  74.  Without  knowledge  or  inquiry  as  to  whether  the  traf- 
fic would  stand  these  undreamed  of  increases,  the  Commission 
granted  them.  The  inevitable  happened  when  the  movement  of 
various  commodities  to  a  large  degree  stopped.  Millions  of  dol- 
lars' worth  of  perishable  farm  products  rotted  in  the  fields  with 
staggering  losses  to  carriers  and  producers  alike." 

Mr.  Perry  said  that,  generally  speaking,  the  state  commis- 
sions required  the  carriers  to  justify  increases  in  rates,  but  that 
the  federal  Commission  permitted  the  carriers  to  file  schedules  of 
proposed  advances  and  allowed  them  to  become  effective  in  thirty 
days  in  the  absence  of  protests. 

"To  require  the  carriers  to  go  to  Washington  and  justify 
every  advance,  whether  interstate  or  intrastate,"  said  he,  "would 
speedily  bankrupt  the  weak  railroad  lines,  would  stifle  completely 
the  expression  of  protest  by  affected  communities,  and  would 
mean  that  communities  seeking  relief  from  unreasonably  high 
rates  would  spend  great  sums  of  money  and  months  of  traveling 
back  and  forth  to  Washington." 

Touching  on  the  regulation  of  local  public  utilities,  Mr.  Perry 
said  it  had  been  absolutely  necessary  to  grant  increases  in  rates 
of  local  utilities  at  a  time  when  the  public  was  not  in  a  state  of 
mind  to  understand  such  increases. 

"To  a  large  extent,"  said  he,  "this  was  due  to  a  lack  of 
correct  information  on  the  part  of  the  public.  Immediately  we 
experienced  a  decline  in  the  prices  of  many  essential  commodi- 
ties, the  necessities  of  utilities  became  greater  than  ever.  They 
had  not  experienced  a  period  of  abnormal  profits,  such  as  was  en- 
joyed by  private  property.  The  public  mind,  inflamed  by  a 
propaganda  in  various  forms  and  often  through  sinister  motives, 
soon  forgot  the  day  of  abnormal  profits  and  fortunes,  so  that  in- 
creases in  utility  rates  in  any  sum  were  looked  upon  with  great 
disfavor." 

"It  is  time,"  said  he,  "for  the  public  to  realize  that  com- 
munity growth  is  dependent  upon  utility  growth,  and  that  utility 
growth  is  dependent  upon  the  investment  of  capital,  and  that  in- 
vestors of  capital  will  not  put  their  money  into  utility  property 
when  utilities  are  not  allowed  to  earn  as  much  as  the  legal  rate 
of  interest  in  the  states  where  they  operate. 

"The  public  has  an  interest  greater  than  the  selfish  interest 
of  the  few  who  would  stop  the  utility  development  of  a  com- 
munity to  satisfy  a  political  ambition  or  a  personal  grudge.  It 
is  a  sad  picture  to  see  a  community  of  inflamed  citizens  follow- 
ing the  leadership  of  one  man,  or  even  several  men,  in  an  effort 
to  handicap  or  destroy  a  local  utility,  all  because  of  selfishness 
on  the  part  of  a  few  self-appointed  leaders.  Adequate  public 
service  requires  the  investment  of  capital  to  extend  utilities,  to 
develop  water  powers,  to  inter-link  such  powers  for  continuous 
service,  and  capital  will  not  go  where  a  reasonable  return  is 
denied." 

On  motion  of  Commissioner  Forward  of  the  Virginia  com- 
mission the  convention  voted  to  have  President  Perry's  ad- 
dress printed  in  pamphlet  form  for  distribution  to  members  of 
Congress,  members  of  the  state  legislatures,  and  members  of  the 
association.  This  action  was  taken  to  put  before  Congress  and 
the  state  legislatures  the  views  of  the  association  on  intrastate 
rate  regulation  as  expressed  by  the  President. 

In  his  address  of  welcome  Governor  Hardwick  touched 
briefly  on  the  railroad  problem.  He  said  it  seemed  to  him  that 
if  business  was  to  thrive,  there  must  be  a  readjustment  of  rates 
to  permit  the  movement  of  traffic,  and  that  it  appeared  to  him 
that  the  railroads  would  profit  by  increased  business  if  they 
would  reduce  rates.  He  declared  against  what  he  said  was  the 
present-day  tendency  "to  usurp  the  functions  of  the  state  gov- 
ernments," and  expressed  the  hope  that  the  fight  of  the  state 
commissions  on  the  Intrastate  rate  question  would  win.  He  said 
the  people  were  certain  that  railroad  rates  must  be  reduced  in 
order  to  permit  the  revival  of  business,  industrial  and  agricul- 
tural activities. 

George  Hillyer,  former  member  of  the  Georgia  commission, 
made  a  brief  address  on  the  subject  of  state  and  federal  regula- 
tion, declaring  that  the  highest  order  of  government  was  local 
self-government.  He  said  it  was  just  as  impossible  for  a  small, 
centrally  located  body  at  Washington  to  regulate  the  transporta- 
tion systems  of  the  nation  and  do  justice  to  individuals  and 
localities,  as  it  would  be  for  the  federal  government  to  regulate 
the  religious,  educational  and  domestic  activities  of  the  people. 
He  said  the  centrally  located  body,  no  matter  how  good,  how 
wise,  or  how  honest,  could  not  do  justice.  He  added,  however, 
that  there  was  a  proper  function  for  the  national  power  and 
that  the  states  should  be  just  as  generous  in  recognizing  that 
power  as  they  were  in  insisting  on  their  own  rights. 

President  Perry  announced  that  on  the  opening  day  of  the 
convention  there  were  thirty-one  'states  represented  and  that 


there  were  seventy-two  commissioners  and  six  honorary  mem- 
bers present.  He  said  he  believed  that  constituted  the  largest 
representation  on  the  opening  day  of  any  of  the  association's  con- 
ventions in  recent  years. 

The  report  of  Solicitor  Benton  and  his  work  in  the  last  year 
were  formally  approved  by  the  convention  and  a  vote  of  appreci- 
ation was  extended  to  him. 

Public  Ownership  and  Operation 

A.  G.  Patterson,  president  of  the  public  service  commission 
of  Alabama,  submitted  the  report  of  the  committee  on  public 
ownership  and  operation  in  which  the  policy  of  private  owner- 
ship and  operation  under  public  regulation  was  approved.  He 
made  the  point  in  prefacing  the  delivery  of  the  report  that  while 
the  experience  of  the  nation  with  government  operation  of  the 
railroads  had  taught  the  people  the  unwisdom  of  government 
operation,  it  was  necessary,  in  his  opinion,  for  the  railroads  to 
adopt  reforms  or  the  agitation  for  public  ownership  of  the  rail- 
roads would  arise  again.  He  said  the  question  of  high  freight 
rates  was  so  acute  at  the  present  time  that  there  was  danger 
that  shippers  and  producers  would  soon  take  the  view  that  if 
there  was  no  relief  from  "exorbitant  rates"  it  would  be  better  to 
have  government  ownership  and  have  all  of  the  people  help 
support  the  transportation  systems.  He  said  that  was  the  rea- 
son why  railroad  rate  reform  was  essential. 

The  probable  influence  of  politics  in  government  ownership 
and  operation  was  emphasized  in  the  committee  report  which 
was  ordered  received,  the  association,  under  its  rules,  not  adopt- 
ing reports  of  the  committees. 

"Again,  with  every  change  of  political  administration  would 
come  a  change  of  business  administration  of  such  utilites,  with 
its  consequent  change  of  business  policy,"  said  the  committee. 
"This  would  be  fatal  to  their  operation  under  sound  principles  of 
economy  and  business  efficiency." 

The  report  referred  to  the  Railroad  Administation  and  the 
Shipping  Board  as  "outstanding  examples"  of  the  statement 
above.  It  stated  that  in  the  period  that  the  Shipping  Board  lost 
$185,125,037,  privately  managed  British  merchant  fleets  reported 
net  profits  on  their  investment  ranging  from  20  to  40  per  cent. 

"The  latter  were  privately  owned  and  managed,  under  cer- 
tain reasonable  government  regulations;  the  former  was  gov- 
ernment-owned and  operated,"  the  committee  said.  "The  dif- 
ference in  the  respective  systems  of  management  is  responsible 
for  the  difference  in  the  results." 

The  communistic  regime  in  Russia  was  cited  in  the  report 
as  the  largest  example  of  government  ownership  and  operation 
"carried  to  its  ultimate  logical  conclusion." 

"The  plans  upon  which  their  theory  is  based  apparently  are 
wholly  logical  and  should  work  out  successfully,  if  only  they 
had  a  new  and  different  kind  of  human  nature  to  deal  with;  but 
human  nature  being  what  it  is,  such  plans  will  not  and  do  not 
work  out  in  actual  practice. 

"Another  example  is  the  tramways  of  Glasgow;  they  are 
said  to  be  a  model  of  municipal  ownership,  and  they  are,  yet  the 
tax  rate  of  Glasgow  has  steadily  risen. 

"The  English  telephones  are  owned  by  the  government;  they 
are  not  self-supporting.  The  people  of  this  country  would  not 
for  a  moment  submit  to  such  a  service  as  they  give.  Instances 
of  public  ownership  and  operation  might  be  further  multiplied. 
The  results  are  practically  all  the  same. 

"Also,  private  ownership  and  operation  under  municipal  or 
community  regulation  has  also  been  tried  in  this  country  in  many 
instances.  However,  wherever  tried,  it  has  proved  a  practical 
failure,  with  either  a  resultant  increase  in  rates  beyond  the 
reasonable  value  of  the  service  rendered,  or  the  breaking  down 
of  the  utility  in  question  with  a  large  proportion  of  its  operation 
costs  borne  by  taxation. 

"Business  is  essentially  management;  not  a  plant,  nor  blue 
prints,  nor  rules;  but  is  men.  Business  is  the  functioning  of  a 
highly  skilled  managing  personnel,  a  buying  and  a  selling  organ- 
ization, trade  connections  and  the  intangible  but  valuable  good 
will,  in  addition  to  plant  and  equipment,  and  even  finances.  The 
criterion  of  successful  business  is  the  periodical  balance  sheet. 
Government  is  essentially  a  political  concern;  it  necessarily 
thinks  and  acts  politics.  Politics  are  not  concerned  with  the 
profit  or  loss  showings  of  balance  sheets,  but  are  vitally  con- 
cerned with  political  campaign  showings.  'Passing  the  buck' 
in  critical  situations  is  one  of  polities'  favorite  pastimes.  Mak- 
ing quick  decisions  and  assuming  responsibility  is  an  essential 
part  of  the  life-blood  of  business.  The  two  are  uncongenial  bed- 
fellows. 

"Again,  as  above  mentioned,  changes  in  political  administra- 
tion necessarily  bring  about  changes  in  administrative  policy. 
Changes  in  administrative  policy  are  costly  and  bring  about  un- 
settled business  conditions.  Continuity  in  adherence  to  a  sound, 
tried  business  policy  is  an  essential  to  continued  successful  busi- 
ness operations,  and  the  maintenance  of  the  concurrently  neces- 
sary business  good  will.  This  is  at  least  difficult,  if  not  impos- 
sible, in  the  publicly  owned  and  operated  public  utility. 

"The  ultimate  conclusion  in  the  last  analysis  is  self-evident 
to  all  thinking  men,  and  forces  us  to  discard  the  public  owned 
and  operated  public  utility." 

The  report  concluded  that  "the  present  system  of  private 
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ownership  and  operation  under  public  regulation  Is  the  logical, 
just,  equitable  and  best  system  of  conducting  the  business  of 
public  utilities  that  has  or  can  be  devised  to  meet  the  needs  and 
i  <  quirements  of  both  the  utilities  in  question  and  the  public 
served  by  them." 

Chairman  Taylor  of  the  Nebraska  state  railway  commission, 
discussing  the  report,  said  Individual  incentive  was  essential  to 
efficiency  and  that  that  factor  was  missing  under  government 
ownership  and  operation.  He  said  he  regarded  government  own- 
ership as  the  last  remedy  to  be  applied  In  solving  utility  prob- 
lems. Siminarly,  Commissioner  Forward  of  Virginia  said  an  era 
of  public  ownership  and  operation  would  mean  an  era  of  non- 
expansion,  because  publicly  owned  plants  were  less  progressive 
in  making  extensions  than  privately  owned  plants.  E.  V.  Kuy- 
kendall,  director  of  the  Washington  (state)  board  of  public 
works,  told  of  the  action  of  the  people  of  Seattle  in  buying  the 
street  railway  system  there  several  years  ago.  Five  cent  fares 
were  in  force  for  a  wljile,  he  said,  but  the  city  was  finally  forced 
to  increase  the  fares  to  10  cents  cash,  or  three  tickets  for  25 
cents.  He  said  the  city  was  still  "in  the  red,"  however,  and 
expressed  the  belief  that  Seattle  had  "a  white  elephant  on  its 
hands."  He  said,  in  his  opinion,  however,  that  municipal  water 
systems  should  be  publicly  owned,  because  the  general  welfare 
of  the  public  was  involved  in  the  question  of  adequate  and  safe 
water  supply. 

I^ewis  E.  Gettle,  member  of  the  Wisconsin  commission,  dif- 
fered with  the  opinions  expressed  against  municipal  ownership 
of  street  railway  and  light  systems.  He  said  there  were  a  num- 
ber of  successful  water  and  light  plants  operated  by  municipal- 
ities in  his  state.  He  also  believed  that  street  railway  systems 
should  be  municipally  owned  and  operated. 

James  B.  Walker,  secretary  of  the  Transit  Commission  of 
New  York,  explained  briefly  the  plan  of  that  commission  for  pub- 
lic ownership  and  private  operation  through  a  board  on  which 
the  city  would  have  representation  of  the  New  York  City  street 
railroads.  Harry  G.  Wells,  member  of  the  Massachusetts  Depart- 
ment of  Public  Utilities,  explained  the  system  under  which  the 
Boston  street  railways  are  being  operated  by  boards  of  trustees 
representing  the  public,  the  title  to  the  property  remaining  in 
the  hands  of  the  private  owners. 

Safety  of  Operation 

The  report  of  the  committee  on  safety  of  railroad  opera- 
tion, which  was  written  by  Chairman  McChord  of  the  Inter- 
state Commerce  Commission,  was  received  by  the  convention. 
The  report  stated  that  within  the  last  decade  "gigantic  strides 
have  been  made  in  attaining  greater  safety  on  the  transporta- 
tion lines  throughout  the  country.  A  realization  of  tremendous 
economic  loss  and  unnecessary  human  suffering  flowing  from 
unsafe  practices  and  conditions  has  been  responsible  in  a  great 
measure  for  the  splendid  results  obtained.  Reforms  have  been 
brought  about  by  various  means;  efforts  on  the  part  of  state 
and  federal  railway  commissions,  the  enactment  of  safety  laws 
and  active  co-operation  on  the  part  of  the  railroads  and  their 
employes."  The  report  stated  that  with  the  installation  of 
automatic  stop  and  train  control  devices,  "we  may  look  for  a 
greater  conservation  of  life  and  property  upon  the  American 
railroads." 

Railroad   Rates 

The  committee  on  railroad  rates,  through  Clyde  M.  Reed, 
chairman  of  the  Kansas  public  utilities  commission,  reviewed  the 
grain  rate  and  live  stock  cases.  Mr.  Reed  was  not  able  to  be 
present  in  person,  but  a  letter  from  him  urging  the  convention 
to  go  on  record  for  legislation  defining  the  relative  jurisdictions 
of  the  state  and  federal  commissions  was  read.  In  conclusion 
the  report  stated: 

One  of  the  principal  things  that  the  states,  particularly  the 
western  and  southern  states,  ought  to  consider  is  the  need  for 
greater  adjustment  In  the  intrastate  rate  schedules  of  those 
states  whose  business  is  performed  under  substantially  similar 
conditions.  One  of  the  most  telling  criticisms  made  against 
state  regulation,  and  the  hardest  criticism  to  answer,  is  the  dis- 
parity in  many  instances  in  the  rate  levels  in  states  where  trans- 
portation conditions  are  somewhat  similar.  It  could  be  pointed 
out  that  similar  disparity  exists  in  interstate  rates,  but  as  it  is 
state  regulation  that  is  under  fire  your  chairman  calls  your  at- 
tention to  this  subject  with  his  earnest  suggestion  that  it  be 
given  most  careful  thought  by  the  members  of  this  association. 

"It  is  realized  that  in  many  states  statutory  rates  affect  the 
power  of  the  commissions  to  adjust  inconsistencies,  but  never- 
theless it  is  my  judgment  that  the  state  commissions  will  take 
the  longest  step  toward  strengthening  themselves  If  they  will 
work  together  in  an  attempt  to  harmonize  conflicting  state  lev- 
els where  the  transportation  conditions  are  substantially  similar. 
I  think  that  this  association  could  render  no  greater  service  than 
to  use  its  best  efforts  in  this  direction  and  that  this  convention 
should  give  this  phase  of  the  subject  its  most  careful  con- 
sideration. 

"There  should  be  a  greater  uniformity  of  rates  within 
states.  On  this  point  Commissioner  Walker  of  Oklahoma  has 
expressed  himself  so  clearly  that  I  am  using  his  words  as  a  part 
of  this  renort.  They  are  given  below: 


From  my  experience  and  observation  I  I.HI.  ..  unit  much  good 
can  be  accomplished  by  the  association  If  It  will  launch  ><  campaign 
for  more  uniformity  of  rate*.  The  need  of  uniformity  lit  p<-rh«p»  more 
apparent  to  this  commission  than  It  Is  to  yours,  an  I  believe  there  Is  a 
greater  lack  of  uniformity  of  rates  applying  Into  and  out  of  Oklahoma 
limn  from  or  to  any  other  state.  In  the  past  Interstate  latea  Into  and 
out  of  Oklahoma  have  been  published  to  mud  commercial  ni'<''l«  unrl 
the  shipper  who  has  the  best  organization  at  hln  command  has  been 
able  to  secure  more  equitable  rates  than  hl«  more  unfortunate 
brother  who  is  not  so  well  organized.  This  Is  a  condition  not  con- 
ducive to  the  full  and  complete  development  of  a  state  or  any  portion 
of  it.  Rates  should  not  be  made  based  on  the  commercial  n> "<ls  of 
any  shipper  or  locality.  I  am  firmly  of  the  opinion  that  a  mileage 
ncale  of  rates  for  application  throughout  a  territory  where  traffic  and 
operating  conditions  are  .similar  would  afford  substantial  justice  to  «ll 
.shippers.  You  are  aware  that  most  intrastate  rate*  ;u«  iiuuU-  on  this 
basis  and  there  are  but  few  complaints  from  intnistat*-  shippers 
nlleglng  preference  In  favor  of  other  Intrastate  shippers. 

"One  of  the  recent  developments  that  must  be  given  earnest 
consideration  by  the  state  commissions  is  the  competition  with 
railroads  on  L.  C.  L.  short  hauls  by  motor  trucks.  As  the  high- 
ways of  the  country  improve  and  the  motor  truck  becomes  more 
and  more  a  permanent  part  of  our  economic  machinery  the 
tendency  is  to  move  merchandise,  household  goods  and  other 
forms  of  traffic  by  truck  instead  of  by  rail.  There  will  be  much 
work  for  the  state  commissions  to  do  in  the  future  along  this 
line.  If  the  movement  of  traffic  by  truck  is  an  economic  advan- 
tage it  has  doubtless  come  to  stay  and  will  be  extended  in  the 
future.  If,  on  the  other  hand,  this  movement  has  been  induced 
by  freight  rates  higher  than  they  should  be,  and  particularly 
under  those  scales  of  rates  where  the  short  haul  rates  are  abnor- 
mally high,  then  there  is  an  opportunity  for  the  state  commis- 
sions to  function  through  a  readjustment  of  such  rates. 

"There  has  been  a  tendency  in  recent  years  to  apply  very  high 
rates  to  short  haul  traffic.  The  application  of  such  scales,  to- 
gether with  the  percentage  increases  in  rates,  has  resulted  In 
bringing  about  the  situation  discussed  herein." 

Address  of  Commissioner   Eastman 

Belief  that  the  answer  to  the  transportation  problem  will 
be  found  some  day  "in  a  national  transportation  system  which 
will  be  based  upon  a  modification  and  development  of  the  prin- 
ciple underlying  public  ownership  and  operation,"  was  expressed 
by  Commissioner  Joseph  B.  Eastman  in  his  address  before  the 
convention  October  12. 

Mr.  Eastman  declared  that  while  opinions  mignt  differ  as 
to  the  general  merits  of  the  t/ansportation  act,  it  was  beyond 
question  "an  astounding  piece  of  legislation." 

"By  this  act,"  said  he,  "public  powers  over  supposedly  private 
property  were  conceded,  with  hardly  a  voice  of  opposition  and 
indeed  with  the  approval  of  the  owners,  of  such  rar-reaching 
scope  that  all  prior  attempts  at  regulatory  legislation  pale  into 
significance.  Yet,  if  I  read  the  signs  of  the  times  aright,  the 
opinion  is  growing  that  the  transportation  act,  1920,  revolution- 
ary as  it  was,  may  not  be  the  final  word  in  our  national  rail- 
road policy  and  that  changes  are  possible,  from  this  quarter  or 
from  that,  whose  nature  we  are  not  yet  able  clearly  to  appre- 
hend. 

"But  whatever  those  changes  may  prove  to  be,  of  one  thing 
I  can  speak  with  confidence.  It  will  always  stand  to  the  credit 
of  the  transportation  act,  1920,  that  it  gave  clear  recognition  to 
the  principle  that  our  railroad  companies  are  not  to  be  regarded 
or  treated  as  separate  entities,  but  as  parts  of  a  national  trans- 
portation system  which  must  be  maintained,  root  and  branch, 
in  health  and  full  vigor  for  the  good  of  the  country  as  a  whole. 
And  that  is  the  first  thought  that  I  want  to  touch  upon  today, 
because  you  are  vitally  concerned  in  it  and  it  goes  10  the  heart 
of  the  relationship  which  ought  to  exist  between  the  federal  and 
the  state  regulating  bodies.  The  question  is  of  peculiar  interest 
to  me  because  I  have  been  both  a  state  and  a  federal  officer,  and 
so,  I  may  say,  have  a  majority  of  the  Interstate  Commerce  Com- 
mission. 

"During  the  past  year  the  Commission  has  decided  various 
cases  which  I  do  not  need  to  !ell  you  about,  for  you  Know  them 
well,  and  which  have  involved  the  matter  of  so-called  states* 
rights.  I  have  differed  from  my  colleagues  in  most  of  these 
cases,  but  the  basis  of  my  dissent  has  been  the  law  and  today 
I  am  going  to  speak,  not  of  law,  but  of  policy.  What  is  the 
fundamental  policy,  if  there  be  one,  which  ought  to  govern  and 
which  will  make  it  possible  for  us  all,  so  far  as  numan  in- 
firmities will  permit,  to  work  together  with  zeal  anti  good  will, 
without  cross  purposes,  and  with  a  reasonable  measure  of  effi- 
ciency? 

"The  question  is  not  so  simple  as  it  sounds,  for  it  runs  foul 
of  one  of  the  great  stumbling  blocks  of  democratic  government. 
I  mean  the  difficulty  of  permitting  the  various  units  of  society, 
large  and  small,  to  function  freely,  each  in  its  own  sphere  with- 
out more  than  necessary  interference  from  above.  Starting 
with  the  individual  and  going  on  up  the  scale,  we  have  in  turn 
the  family,  the  town,  the  county,  the  state,  the  nation;  and 
all  these  are  functioning  units,  each  with  an  individuality  and 
almost  a  personality  of  its  own.  One  of  the  crying  needs  of 
modern  government  is  men  at  the  top  who  are  able  to  see  things 
in  the  large,  to  permit  the  details  to  merge  in  their  vision  into 
the  larger  mass,  so  that  they  may  perceive  the  outline  and 
individuality  of  the  nation  and  reduce  to  simple  terms  the  proh- 
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lems  by  which  it  is  troubled.  But  it  is  just  as  vital  that  the 
smaller  units  should  be  permitted  to  do  the  things  that  they 
are  best  fitted  to  do,  for  otherwise  the  central  organization  be- 
comes a  formless  and  unwieldy  thing,  gradually  developing 
into  a  'bureaucracy'  dealing  in  an  arbitrary  and  soulless  way 
with  all  manner  of  little  matters  with  which  It  cannot  be  in 
touch,  and  losing  in  the  process  all  its  larger  vision." 

Mr  Eastman  said  the  transportation  act  had  "helped  us  to 
realize  that  there  is  such  a  thing  as  a  national  transportation 
system,"  and  that  it  followed  that  there  must  be  a  national  policy 
if  friction  and  interference  of  parts  were  to  be  avoided. 

"Take  the  matter  of  railroad  rates,"  said  he.  "I  feel  confi- 
dent that  you  will  all  agree  that  a  sound  national  policy  calls 
for  harmony  between  state  and  interstate  rates,  and  I  use  the 
word  harmony  in  no  rigid  sense.  We  know  from  experience, 
and  would  know  even  without  experience,  that  the  absence  of 
such  harmony  can  only  be  a  source  of  complaint  and  confusion. 

"In  some  parts  of  the  country  the  state  and  the  interstate 
rates  are  now  on  a  reasonably  consistent  basis;  in  other  parts 
they  differ.  In  my  judgment  harmony  will  eventually  be  estab- 
lished all  over  the  country.  I  am  also  convinced  that  if  it  is 
not  attained  with  the  aid  of  the  states,  it  will  in  due  time  be 
brought  about  by  the  exercise  of  national  authority.  This  may 
seem  to  you  a  rash  prophecy,  and  I  hope  there  may  never  be 
occasion  for  proving  its  truth.  I  make  it  merely  because*  har- 
mony in  rates  is  so  clearly  a  matter  of  vital  national  interest 
that  I  believe  its  attainment,  sooner  or  later,  to  be  inevitable. 
I  am  just  as  thoroughly  persuaded,  however,  that  it  will  be 
most  unfortunate  if  it  cannot  be  accomplished  with  your  assist- 
ance and  co-operation. 

"Whether  or  not  co-operation  is  possible  does  not  depend 
upon  the  law,  it  seems  to  me,  for  the  law  already  authorizes 
and  definitely  contemplates  such  a  getting  together.  It  really 
depends,  like  many  other  things  in  life,  upon  the  good-will  and 
good  sense  of  the  individuals  who  are  called  upon  to  do  the  co- 
operating." 

On  the  question  of  co-operation,  Mr.  Eastman  urged  the 
state  commissioners  to  keep  in  mind  continually  the  fact  "that 
you  are  dealing  with  a  national  railroad  system  whose  opera- 
tions are  affected  with  a  national  interest,  and  that  national 
policies,  so  far  as  important  matters  are  concerned,  are  bound 
in  the  long  run  to  prevail.  This  means  mutual  concessions  and 
a  spirit  of  give  and  take.  No  state  can  fairly  expect  to  mold 
the  national  policy  in  complete  accordance  with  its  views,  or 
to  win  100  per  cent  of  its  contentions."  He  counseled  tolerance 
on  the  part  of  the  states  toward  the  Commission  and  the  car- 
riers, and  advised  the  state  commissioners  to  take  the  initiative 
in  bringing  about  harmony  in  state  and  interstate  rates  without 
waiting  for  the  issue  to  be  thrust  upon  them. 

Referring  to  the  jurisdiction  of  the  Commission  over  the 
construction  and  abandonment  of  railroads,  he  said  the  Com- 
mission had  asked  the  state  commissions  to  conduct  hearings 
in  such  cases  and  that  in  making  recommendations  to  the  Com- 
mission, the  state  commissions  should  keep  in  mind  the  national 
policy  which  underlies  the  jurisdiction  of  the  federal  Commis- 
sion. 

"The  field  of  regulation  is  so  huge,  in  short,  that  whether 
our  jurisdiction  is  enlarged,  curtailed  or  remains  as  it  is,  I 
cannot  conceive  of  the  time  arriving  when  there  will  not  be 
plenty  of  opportunity  in  railroad  affairs  for  usefulness  on  the 
part  of  state  commissions  responsible  to  local  authority  and 
thoroughly  in  touch  with  local  conditions,"  said  he.  "It  is  im- 
possible, as  I  see  it,  to  administer  all  these  matters  from  Wash- 
ington with  any  degree  of  satisfaction.  But  I  caution  you  again 
to  bear  in  mind  that  you  are  dealing  with  a  national  transporta- 
tion system  which  must  be  guided  in  many  respects  by  a  na- 
tional policy.  And  I  further  suggest  that  our  duties  are  so 
numerous  and  our  jurisdiction  so  wide  that  we  may  neglect  at 
times  the  initiative  in  co-operation  which  you  may  think  we 
ought  to  take,  and  that  the  burden  of  this  initiative  may  ap- 
propriately be  borne  by  you  as  well  as  by  us." 

Forecasting  great  development  of  the  transportation  system 
along  the  lines  of  joint  use  of  facilities,  electrification  of  the 
railroads,  use  of  the  waterways  and  motor  transport,  Mr.  East- 
man said  there  must  be  adequate  inducement  for  the  invest- 
ment of  capital,  adding  that  billions  of  dollars  would  be  needed. 
He  said  there  must  be  harmony  and  co-operation  between  the 
managements  of  great  railroad  companies. 

"Initiative  does  not  show  to  advantage  in  fetters,"  said  he, 
adding  that  there  must  be  opportunity  for  the  operating  execu- 
tives to  manage  their  properties  without  the  strain  of  continual 
financial  worry  or  of  too  frequent  public  attack  and  investigation. 
There  also  must  be  co-operation  between  the  managements  and 
the  employes,  he  said. 

"It  occurs  to  me  that  the  railroad  discussion  in  recent  years 
has  been  on  a  painfully  low  level,"  said  he. 

He  referred  to  attacks  in  the  past  on  the  Commission  and 
the  emptying  of  "Vials  of  wrath"  on  the  Railroad  Administration, 
labor  and  more  recently  the  Railroad  Labor  Board.  He  said  he 
was  not  referring  to  honest  criticism,  but  that  he  had  in  mind 
that  propaganda  which  omitted  everything  that  was  favorable  to 
the  object  of  attack,  turned  the  spotlight  on  everything  that 


was  unfavorable,  "and  adds  a  few  lies  for  good  measure."  He 
spoke  of  the  attacks  on  the  Railroad  Administration  based  on 
the  deficits  incurred  during  federal  operation. 

"The  fact  that  the  roads  when  under  federal  control  failed 
to  earn  the  so-called  standard  return  by  many  hundreds  of  mil- 
lions of  dollars  is  offered  as  proof  positive  of  the  inefficiency 
of  government  operation,"  said  he.  "But  I  call  your  attention 
to  the  fact  that  during  the  first  six  months  after  the  return  to 
private  control  the  deficiency  was  upwards  of  $600,000,000;  that 
in  the  12  succeeding  months  following  the  most  stupendous  in- 
crease ever  made  in  our  railroad  rates,  the  deficiency  was  at 
least  $350,000,000;  and  that  it  was  kept  from  reaching  a  still 
larger  sum  only  by  slashes  in  expenditures  which  have  left  the 
country  with  one  of  the  largest  percentages  of  bad-order  cars 
in  its  history.  There  were  explanations  for  these  deficiencies,  it 
is  true,  but  so  were  there  explanations  for  the  deficiencies  during 
federal  control. 

"Take  the  case  of  labor.  The  impression  has  been  spread 
broadcast  that  the  increases  in  railroad  wages  during  federal 
control  were  the  product  of  intrigue  and  political  pressure.  The 
facts  are  that  the  major  increases  were  made  upon  the  recom- 
mendation of  a  bipartisan  board  of  arbitration  headed  by  Frank- 
lin K.  Lane,  which  thoroughly  considered  both  sides.  Following 
federal  control  the  wages  were  further  judicially  considered  by 
the  Labor  Board  created  by  the  Esch-Cummins  act  and  the  re- 
sult was  a  further  increase  of  about  21  per  cent  built  upon  the 
increases  granted  during  federal  control.  *  *  *  Since  that 
time  the  wages  have  been  reduced  12  per  cent.  Furthermore,  I 
call  your  attention  to  the  fact  that  the  national  agreements, 
which  have  been  the  subject  of  so  much  recent  unfavorable  com- 
ment, were  entered  into  during  the  director-generalship  of 
Walker  D.  Hines,  a  man  of  unblemished  integrity  and  conceded 
ability,  who  was  for  years  prior  to  federal  control  perhaps  the 
foremost  spokesman  of  the  railroad  industry. 

"Prices  have  been  falling  and  I  do  not  undertake  to  say 
that  a  further  reduction  in  wages  may  not  be  necessary  for 
the  good  of  the  country.  I  have  not  heard  both  sides  and  it 
is  not  my  job.  I  do  suggest,  however,  that  if  such  a  reduction 
is  to  be  considered,  labor  is  entitled  to  a  seat  at  the  council 
table  when  it  is  discussed,  and  it  is  also  entitled  to  the  pre- 
sumption that  it  has  no  less  interest  in  its  country's  welfare 
and  no  greater  degree  of  selfishness  than  shippers  or  captains 
of  industry.  Nothing  but  ill-will  and  contention  is  to  be  gained 
by  a  policy  of  misrepresentation  or  concealment  of  the  essential 
facts.  I  further  suggest  that  it  is  self-evident  at  least  that  no 
scale  of  wages  can  be  fairly  or  profitably  built  upon  the  pay 
which  men  out  of  work  in  a  period  of  unemployment  are  willing 
to  take  as  an  alternative  to  starvation. 

"Not  only  do  we  need  sincerity  and  good-will  in  the  dis- 
cussion of  railroad  questions,  but  I  venture  to  submit  that  we 
also  need  the  ability  to  curb  our  prejudices,  face  facts  squarely 
and  follow  them  wherever  they  may  lead.  I  have  read  articles 
of  late  which  have  for  their  theme  the  notion  that  the  source 
of  all  our  railroad  ills  is  public  regulation,  and  that  the  road 
to  salvation  lies  in  a  return  to  the  halcyon  days  of  Hill  and 
Harriman  and  the  still  earlier  days  when  railroad  operators 
were  left  to  their  own  devices  and  muckrakers  were  unknown. 
Such  a  thought  is  founded,  it  seems  to  me,  upon  a  total  mis- 
apprehension of  railroad  history.  It  assumes  that  the  evils 
were  fanciful  which  railroad  legislation  was  designed  to  correct, 
and  it  further  assumes  that  those  earlier  days  were  a  source 
of  unalloyed  satisfaction  to  railroad  investors,  when  as  a  mat- 
ter of  fact  they  were  strewn  with  financial  railroad  wreckage. 
Today  we  have  grown  used  to  the  thought  that  the  passing 
of  a  large  railroad  company  into  receivers'  hands  is  a  national 
disaster;  thirty  years  ago  such  receiverships  were  commonplace. 
I  believe  it  can  be  established  beyond  question  that  public  regu- 
lation has  improved  the  position  of  the  railroad  investor  and 
that  he  is  today  far  better  protected  than  in  the  days,  if  ever 
there  were  such  days,  when  public  regulation  was  a  thing  un- 
known. 

Public   Ownership   or  Operation 

"Any   intelligent   discussion    of   the   railroad   question  must 
start  with  the  premise  that  transportation  is  an  industry  affected 
with  a  public  interest  which  cannot  safely  be  left  to  the  mercies 
of    unrestrained    private    initiative.     That    being    the    case,    the 
problem    becomes    one     of    sane     and     critical     examination    of 
our  present  system  with  a  view  to  remedying  its  defects.     And 
here   is   where   I   shall    touch   upon    what   you   may   think   is   a 
hobby  or  eccentricity  of  my   own.     Results   are   the   important 
thing,  and  no  means  of  attaining  them  ought  to  be  dismissed 
lightly   without   scientific   consideration.     Take   the   question   of  I 
public  ownership  or  operation.     On  the  one  hand,  it  is  a  fetish  I 
and  on  the  other  anathema.     The  discussion   of  the  subject  is  I 
often  nothing  but  an  expression  of  ill-tempered  prejudice,  and 
seldom  does  it  rise  above  heights  of  which  any  college  sopho- 
more is  capable. 

"I  have  no  interest  whatever  in  puhHc  ownership  or  opera- 
tion  for  its  own  sake,  and  I  think  I  understand  its  dangers.  On 
the  other  hand,  it_  offers  certain  advantages  which  prnhahlv 
cannot  be  obtained  to  the  same  degree  In  apy  ftthgr  wa'UL  T  have 
in  mind,  among  others,  its  advantages  in  the  procurement  of 
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ment  less_  hampered  liy  the  time  ami  energy  consuming 
BBBeg  or  an  pyacunp;  gpTem'bT  niflN'A  rogiilaHnn.  My  only  sug- 
gest ion  for  the  present  ie  that  these  advantages  ought  not  to  be 
passed  by  because  of  prejudice  and  that  they  offer,  instead, 
an  opportunity  for  genuinely  constructive  thought  and  states- 
manship. An  Inventor  having  progressed  thus  far  In  the  crea- 
tion of  a  new  machine  would  not  rest  from  his  toil  until  he  had 
found  the  means  of  securing  the  advantages  and  eliminating 
the  dangers.  So  long  as  the  Interstate  Commerce  Commission 
and  the  Railroad  Labor  Board  have  their  present  powers  the 
opportunity  for  private  initiative  in  railroad  operation  is  cir- 
cumscribed. I  am  unable  to  escape  the  feeling  frhat  some  day 
we  shall  Ihul  the'  answer  in  a  national  U-amjBMtailfln-aXfitem. 
which  wpl  be  based  upon  a  modification  and  dBvelonrnprn  nf  th,e, 


,, 

puMie  ownership  and  om-ralion.  This  may 
seem  to  you  a  mere  combination  of  words,  and  perhaps  it  is, 
but  I  think  I  can  detect  symptoms  favorable  to  my  belief  in  the 
plan  which  has  already  been  adopted  in  my  own  state  in  the 
case  of  the  Boston  Elevated  Railway  Company  and  in  the  plan 
which  has  recently  been  devised  and  is  now  under  consideration 
in  the  case  of  the  transit  companies  of  the  city  of  New  York. 
Both  of  those  plans  are  well  worthy  of  your  careful  study." 

Report  on   Legislation 

Charles  Webster,  chairman  of  the  Iowa  commission  anJ 
chairman  of  the  committee  on  state  and  federal  legislation,  sub- 
mitted the  report  of  that  committee,  reviewing  the  legislative 
situation  briefly  and  urging  amendment  of  the  transportation 
act  to  preserve  the  right  of  state  regulation  and  make  the  in- 
tention of  Congress  plain  so  that  there  will  be  no  necessity  for 
continued  litigation  and  misunderstanding  between  state  and 
federal  authorities.  The  report  referred  to  the  pending  valua- 
tion bills  and  to  the  Sweet  bill  (H.  R.  6861)  and  the  Capper 
bill  (S.  1150),  the  latter  two  measures  referring  to  restoration 
of  state  control  over  rates. 

The  committee  on  litigation,  headed  by  Fred  W.  Putnam,  of 
the  Minnesota  commission,  reviewed  the  activities  of  that  com- 
mittee beginning  with  the  New  York  passenger  fare  case.  The 
effect  of  the  Commission's  orders  in  the  intrastate  rate  cases 
was  reviewed,  and  the  cases  in  the  Supreme  Court  growing  out 
of  the  Commission's  decisions  in  the  intrastate  rate  cases  were 
cited.  Continuance  of  the  committee  for  another  year  was  rec- 
ommended because  of  the  pending  questions  relative  to  the 
power  of  the  state  commissions  over  intrastate  commerce. 

Question  of  Co-operation 

Sentiment  in  favor  of  groups  of  state  commissions  having 
common  rate  problems  taking  concerted  action  in  dealing  with 
the  railroads  and  the  Interstate  Commerce  Commission,  de- 
veloped among  a  majority  of  the  members  of  the  convention  in 
the  discussion  of  the  report  on  railroad  rates. 

Lack  of  co-operation  between  the  state  commissions  and 
the  federal  Commission  and  between  the  shippers  and  carriers 
was  declared  to  be  one  of  the  results  of  centralized  rate  control 
by  Commissioner  Forward,  of  the  Virginia  commission.  He 
said  there  were  one  or  two  phases  of  rate  making  which  must 
have  serious  consideration,  one  of  which  was  the  attitude  of 
the  carriers  in  disrupting  long  existing  relationships  in  mak- 
ing readjustments.  He  charged  that  the  carriers  gave  shippers 
short  notice  of  such  changes.  The  lack  of  co-operation,  he  said, 
meant  that  each  state  must  employ  rate  experts  because  the 
shippers  would  depend  on  the  state  commissions  to  secure  ad- 
justments, and  that  one  group  of  states  would  be  fighting  an- 
other group  of  states. 

Commissioner  Patterson,  of  the  Alabama  commission,  de- 
clared the  points  raised  by  Mr.  Forward  made  it  all  the  more 
necessary  for  the  association  to  throw  its  whole  weight  for 
the  amendment  of  the  transportation  act.  Commissioner  Put- 
nam, of  the  Minnesota  commission,  said  the  situation  empha- 
sized the  need  for  making  the  members  of  Congress  understand 
the  demand  for  amendment  of  the  act.  Commissioner  Jackson, 
of  the  Wisconsin  commission,  said  the  carriers  took  advantage 
of  the  "loosely  drawn"  orders  of  the  federal  Commission.  Com- 
missioner Taylor,  of  the  Nebraska  commission,  did  not  believe 
it  was  necessary  to  build  up  sentiment  because  he  believed  that 
already  existed.  He  said  the  question  was  one  of  obtaining  a 
responsible  leadership  for  handling  the  situation.  He  declared 
the  intrastate  rates  promulgated  by  the  Commission  actually 
increased  discrimination  because  the  Commission  necessarily 
had  to  make  "bread,  blanket  orders,"  which  created  greater  in- 
justices than  they  cured.  Commissioner  Walker  of  the  Okla- 
homa commission,  spoke  on  the  need  for  uniformity  of  rates  as 
outlined  in  the  committee  report  on  railroad  rates.  He  said 
the  state  commissions  must  co-operate  not  only  in  fixing  in- 
trastate rates  but  also  in  getting  the  proper  interstate  rates. 
H.  M.  Slater,  rate  expert  of  the  Illinois  commission,  reviewed 
the  situation  in  that  state,  declaring  that  there  was  no  one  to 
go  to  in  the  matter  of  rate  reductions  because  the  federal  Com- 
mission provided  that  the  rates  should  remain  in  effect  until  the 
further  order  of  the  Commission  and  the  state  commission  was 
enjoined  from  disturbing  state  rates.  He  said  a  petition  had 


been  prepared  asking  the  Commission  to  rescind  Its  order  as 
to  rates  being  kept  In  effect  until  the  further  order  of  the  Com- 
mission. 

Mr.  Slater  said  the  Commission  claimed  It  was  not  regulat- 
ing Intrastate  rates  but  he  said  that  under  the  practice  of  the 
carriers  of  raising  interstate  rates  and  then  asking  permis- 
sion to  raise  the  intrastate  rates  correspondingly,  the  result  was 
complete  regulation  of  intrastate  rates  by  the  Commission. 

Fred  A.  Williams,  chairman  of  the  Oregon  commission, 
made  the  suggestion  that  the  states  in  the  various  rate  groups 
of  the  country  meet  in  conferences  frequently  to  the  end  that 
in  the  state  where  similar  transportation  conditions  exist  the 
rate  problems  could  be  handled  and  solved  Jointly.  The  sug- 
gestion was  endorsed  by  Mr.  Patterson,  of  the  Alabama  commis- 
sion. He  said  the  time  had  passed  when  one  state  could  enjoy 
special  privileges  in  rate  matters  and  properly  so,  and  that  the 
states  in  the  same  section  of  the  country  with  similar  trans- 
portation conditions  should  have  practically  uniform  rates.  He 
said  the  shippers  would  appreciate  concerted  action  by  the 
states  and  that  much  expense  of  litigation  could  be  saved.  Com- 
missioner Putnam  called  attention  to  the  fact  that  the  middle 
western  states  had  for  many  years  co-operated,  and  pointed  to 
the  recent  grain  and  hay  rate  case  in  which  ten  commissions 
joined  in  the  appeal  for  reduced  rates.  Commissioner  Walker 
suggested  that  district  associations  of  the  state  commissions 
might  be  formed.  Frank  W.  Shealy,  chairman  of  the  South 
Carolina  commission,  complained  that  rate  changes  were  made 
by  the  carriers  without  proper  notice  being  given  those  in- 
terested. He  said  it  was  true  notices  were  sent  out  by  the 
carriers  but  that  many  shippers  did  not  realize  the  significance 
of  proposed  changes. 

Lewis  E.  Gettle,  member  of  the  Wisconsin  commission  and 
of  the  committee  on  utility  rates,  read  a  comprehensive  report 
on  utility  rates.  He  said  that  in  the  development  of  the  regu- 
lation of  public  service  corporations  the  question  of  valuation 
had  always  occupied  a  position  of  commanding  importance. 

"We  prefer  to  think  of  valuation  merely  as  furnishing  a 
basis  from  which  we  can  determine  the  extent  of  one  of  the 
elements  of  the  cost  of  service,  that  is,  the  cost  of  the  amount 
of  capital  reasonably  and  necessarily  employed  in  the  public 
service,"  said  he. 

"That  return  for  which  capital  will  enter  an  industry,  in 
quantities  required  by  business,  must  be  considered  the  reason- 
able return." 

Discussing  street  railway  fares,  he  said  the  committee  be- 
lieved that  there  was  considerable  opportunity  for  improvement 
of  the  street  railway  situation,  at  least  in  the  smaller  cities,  by 
giving  somewhat  more  attention  to  the  possibility  of  a  high 
cash  fare  with  one  or  more  lower  rate  tickets. 

T.  A.  Browne,  of  the  Nebraska  commission,  speaking  for 
the  committee  on  car  service  and  demurrage,  read  a  letter  from 
Commissioner  Aitchison,  chairman  of  the  committee,  who  ex- 
plained no  report  had  been  prepared  because  of  lack  'of  replies 
from  members  of  the  committee.  Mr.  Browne  said  the  topics 
was  not  of  importance  this  year,  because  there  was  no  car  short- 
age. Commissioner  Patterson,  however,  differed  on  that  point, 
saying  evidence  before  the  Alabama  commission  was  that  be- 
cause of  the  large  number  of  bad  order  cars  the  question  of 
car  service  and  car  shortage  was  likely  to  become  acute  in 
the  face  of  a  normal  resumption  of  business. 

In  his  letter  Mr.  Aitchison  referred  to  the  question  of  "the 
relative  efficiency  and  justness  of  the  sliding  scales  of  demur- 
rage charges,  varying  with  the  degree  of  intensity  of  the  demand 
for  prompt  loading  and  unloading  of  cars  in  times  of  car  short- 
age." He  said  the  National  Industrial  Traffic  League  had  taken 
up  this  matter,  but  that  on  account  of  the  general  business 
depression  and  sharp  differences  of  opinion  as  to  policy,  the 
League  had  deemed  it  inadvisable  to  attempt  to  reach  an  agree- 
ment with  the  carriers  at  this  time-  upon  a  change  in  demurrage 
rates. 

Mr.  Aitchison  said  the  enforcement  of  equitable  rules  for 
the  distribution  of  inadequate  supplies  of  equipment  has  become 
of  increasing  importance  as  periods  of  car  shortage  have  suc- 
ceeded each  other.  In  the  formulation  of  such  rules,  he  said, 
the  general  good  of  the  service,  in  the  broadest  sense  of  the 
term,  is  to  have  the  gratest  weight.  He  said  car  distribution 
rules,  like  other  rules  laid  down  by  the  law,  were  often  stretched 
and  violated. 

"As  an  incident  to  the  formulation  of  any  code  of  distribu- 
tion rules,"  said  he,  "it  is  desirable  that  the  tests  proposed 
shall  be  such  that  the  basic  facts  can  be  readily  examined  and 
cases  of  discrimination  and  preference  may  be  ascertained  and 
punished  with  a  fair  degree  of  certainty.  The  basis,  therefore, 
should  not  be  one  which  is  solely  or  peculiarly  within  the 
knowledge  or  possession  of  the  shipper,  impossible  of  verifica- 
tion by  the  carriers,  commissions  and  courts.  Any  system  of 
ratings  which  is  dependent  upon  reports  of  facts  solely  within  the 
knowledge  and  control  of  the  shippers  affords  the  opportunity 
to  obtain  inflated  ratings  and  puts  the  honest  shipper  at  a 
serious  disadvantage  in  comparison  with  his  dishonest  com- 
petitor. Another  minor  consideration  of  some  importance  is 
that  the  rating  system  proposed  shall  be  based  on  normal  op- 
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erating  conditions  and  traffic,  rather  than  the  maximum  of 
achievement  or  demand." 

The  large  number  of  bad  order  cars,  Commissioner  Aitchi- 
son  said,  will  constitute  "a  distinct  menace"  with  a  revival  of 
the  offerings  of  traffic. 

"Until  the  rolling  stock  now  existing  is  put  in  the  best 
possible  condition,  all  that  can  be  done  is  palliative  merely, 
while  a  cure  should  be  sought,"  said  he,  urging  at  the  same 
time  that  there  be  effective  co-operation  between  shipper  and 
carrier  toward  the  maximum  service  from  available  equipment. 

President  Perry  announced  that  Commissioner  E.  I.  Lewis, 
who  was  to  have  acted  as  chairman  of  the  round-table  discus- 
sion on  "After-the-War  Phases  of  Regulation,"  was  unable  to 
come  to  Atlanta  because  of  duties  in  Washington. 

New  Officers  Elected 

The  annual  election  of  officers  was  held  October  12.  The 
new  officers  are  Carl  D.  Jackson,  of  Wisconsin,  president; 
Dwight  N.  Lewis,  of  Iowa,  first  vice-president;  Alexander  For- 
ward, of  Virginia,  second  vice-president;  James  B.  Walker,  of 
New  York,  secretary;  and  L.  S.  Boyd,  librarian  of  the  Interstate 
Commerce  Commission,  assistant  secretary. 

The  association  followed  the  usual  custom  of  making  the 
vice-president  president,  the  second  vice-president  first  vice- 
president,  and  of  electing  a  new  second  vice-president.  Mr. 
Walker  and  Mr.  Boyd  were  re-elected. 

Mr.  Jackson,  in  thanking  the  convention,  said  the  next  year 
would  be  an  important  one  for  the  state  commissions,  and  that 
the  principles  for  which  they  stood  were  not  the  selfish  prin- 
ciples of  state  commissioners.  He  said  the  stability,  progress 
and  fairness  of  the  form  of  government  in  the  United  States 
was  based  on  the  general  recognition  of  the  right  of  local  thought 
and  action.  When  protesting  to  the  Commission,  the  Supreme 
Court  and  Congress,  he  said,  the  state  commissioners  were 
merely  exercising  their  right  to  protest  against  the  breaking 
down  of  "our  form  of  government."  He  said  the  issue  was  not 
limited  to  railroad  regulation  alone. 

The  reports  of  the  committees  on  grade  crossings  and  tres- 
passing on  railroads,  on  publication  of  decisions  and  orders  of 
state  commissions,  and  on  statistics  and  accounts  of  railroad 
companies  were  received  for  filing  in  the  records  of  the  asso- 
ciation. 

On  the  night  of  October  12  the  commissioners  were  the 
guests  at  dinner  of  the  Presidents  Club  of  Atlanta  at  the  Pied- 
mont Driving  Club.  Addresses  were  made  by  Harford  Powell, 
editor1  of  Collier's  Weekly,  and  Commissioner  Eastman.  On 
the  afternoon  of  October  13  the  commissioners  were  the  guests 
of  the  Presidents  Club  on  an  automobile  tour  in  and  about 
Atlanta.  Courtesy  cards  to  the  Atlanta  Athletic  and  Capital 
City  Clubs  were  given  to  each  commissioner.  Mr.  Perry,  the 
retiring  president,  presented  the  commissioners  with  theater 
tickets. 

Repeal   of  Section   15a 

A  resolution  by  the  committee  on  state  and  federal  legisla- 
tion calling  on  Congress  to  amend  the  transportation  act  by 
repealing  section  15a  and  restoring  state  control  over  intrastate 
rates  and  service  was  adopted  October  13.  The  resolution  fol- 
lows: 

Whereas,  The  Interstate  Commerce  Commission,  under  authority 
claimed  to  have  been  conferred  upon  it  by  the  transportation  act  of 
1920,  has  made  orders  advancing  railroad  rates  applicable  to  intra- 
state transportation  in  twenty-four  states,  in  disregard  of  state  laws 
and  orders  of  state  commissions,  and  has  instituted  investigations, 
upon  the  petition  of  carriers,  which  are  now  in  progress,  looking 
towards  the  advancing  of  railroad  rates  and  express  rates  in  several 
other  states;  and, 

Whereas,  Section  15a  of  the  Interstate  Commerce  Act,  as  amended 
by  the  transportation  act,  provides  that  the  Commission,  under  the 
group  plan  of  rate-making,  contained  in  said  section,  shall  fix  an  ag- 
gregate value  of  all  lines  within  each  rate  group,  and  shall  make  rates 
that  will  yield  an  aggregate  fixed  return  on  such  aggregate  value;  and, 

Whereas,  Under  such  group  plan,  the  worthless  roads  of  the 
country,  ill-considered  ventures,  duplicated  lines,  speculative  enter- 
prises, and  roads  that  have  served  their  useful  purpose  and  outlived 
the  industries  which  once  justified  their  construction,  are  valued  with 
the  good,  and  the  good  roads  are  given  the  right  to  earn  upon  their 
own  value  and  also  upon  the  value  attributed  to  such  worthless  roads, 
which  cannot  earn  because  they  perform  no  sufficiently  useful  service 
in  the  actual  movement  of  traffic  to  enable  them  to  earn;  and. 

Whereas,  the  group  plan,  if  carried  out.  will  necessarily  enable 
some  carriers,  in  the  exact  words  of  said  Section  15a,  "to  receive  a  net 
railway  operating  income  substantially  and  unreasonably  in  excess  of 
a  fair  return  upon  the  value  of  their  railway  property;"  and, 

Whereas,  The  Interstate  Commerce  Commission  has  attempted  to 
make  rates  according  to  said  group  plan,  and  has  asserted  the  power, 
under  said  plan,  to  raise  rates  within  one  state  to  meet  deficits  in 
earnings  incurred  in  other  states:  and. 

Whereas.  Unjust  and  unreasonable  rates  have  thereby  been  im- 
posed upon  the  nublic:  and, 

Whereas.  The  people  of  the  several  states,  under  the  Interstate 
commerce  act.  as  amended,  as  interpreted  and  administered  by  the 
Interstate  Commerce  Commission,  have  been  deprived  of  their  ac- 
customed powers  of  self-government: 

Therefore,  Be  it  Resolved.  That  we  urge  upon  Congress  immediate 
legislation,  at  the  present  session,  which  shall  so  amend  the  interstate 
commerce  act  as  to  make  clear  and  absolute  the  right  of  the  states 
to  regulate  rates  and  service  applicable  to  transportation  wholly  with- 
in their  own  borders:  and. 

Resolved  further,  That  it  is  the  sense  of  this  association  that  the 
group  plan  of  making  rates,  prescribed  by  said  Section  15a,  is  un- 
economic and  unsound,  and  that  the  attempt,  under  its  provisions, 
to  produce  returns  upon  roads  that  are  unable  to  earn  returns  them- 


selves, has  placed  an  unjust  burden  upon  the  business  of  the  nation 
Irom  which  it  should  be  relieved  by  the  immediate  repeal  of  said 
Section  15a. 

The  committee  also  submitted  the  following  resolution  re- 
lating to  car  service,  which  was  adopted: 

Whereas.  It  is  impracticable  for  the  Interstate  Commerce  Commis- 
sion to  attempt  to  supervise  the  distribution  of  cars  as  between  indi- 
vidual shippers  throughout  the  United  States;  and, 

Whereas,  There  should  be  some  governmental  authority  within 
reasonable  reach  to  which  appeal  can  be  made  to  require  equitable 
distribution  without  regard  to  whether  cars  are  to  be  used  for  ship- 
ments interstate  or  intrastate; 

Therefore,  Be  it  Resolved,  That  Congress  be  respectfully  urged  to 
amend  the  interstate  commerce  act  in  such  way  that  the  'regulatory 
authorities  of  the  states  may  make  reasonable  orders  and  regulation's 
— not  in  conflict  with  federal  law  or  with  lawful  orders  of  the  federal 


state  or  intrastate. 

Amendment  of  the  valuation  act  so  as  to  relieve  the  Com- 
mission of  the  duty  of  reporting  the  cost  of  reproduction  of 
carrier  lands  was  urged  in  another  resolution  adopted.  Another 
resolution  urged  that  the  transportation  act  be  amended  so  as 
to  make  construction  and  abandcnment  of  railroads  subject  to 
the  laws  of  the  states  through  which  the  railroads  pass. 

Congress  also  was  requested  in  another  resolution  to  clarify 
the  jurisdiction  of  the  Commission  over  electric  railroads  ref- 
erence being  made  to  the  William  Wylie  Beall  case. 

An  amendment  to  the  constitution  of  the  association  provid- 
ing for  the  creation  of  a  permanent  committee  on  motor  trans- 
portation was  adopted.  The  motion  was  made  by  Mr.  Kuyken- 
dall  of  the  Washington  commission. 

The  discussion  at  the  round  table  conference  on  "After  the- 
War  Phases  of  Regulation"  centered  around  problems  of  regula- 
tion of  public  utilities.  Henry  G.  Wells,  member  of  the  Massa- 
chusetts Department  of  Public  Work,  presided.  S.  D.  Mitchell, 
representing  the  National  Electric  Light  Association,  spoke  on 
some  of  the  difficulties  faced  by  electric  light  and  gas  companies. 

M.  J.  Insull,  of  Chicago,  public  utility  owner,  urged  co-opera- 
tion between  the  utilities  and  the  commissions  in  serving  the 
public. 

In  the  report  on  valuation,  submitted  by  Commissioner  Tay- 
lor of  Nebraska,  chairman  of  the  committee,  tribute  was  paid  to 
former  Director  Charles  A.  Prouty,  who  died  July  8.  The  hope 
was  expressed  that  the  appointment  of  Charles  F.  Staples  as 
acting  director  of  the  Commission's  bureau  of  valuation  would 
be  made  permanent. 

The  report  set  forth  the  action  of  the  Commission  in 
amending  all  tentative  valuation  reports  so  as  to  meet  the 
mandate  of  the  Supreme  Court  in  the  Kansas  City  Southern 
case.  The  committee  said  the  reports  of  the  Commission  indi- 
cated that  it  has  acted  upon  the  theory  of  value  which  the 
association  had  urged  since  the  valuation  work  was  begun, 
that  is,  "that  valuation  is  not  a  mathematical  process  whereby 
value  is  found  by  adding  certain  items  together,  but  that  it  is 
an  exercise  of  judgment  applied  to  all  relevant  facts."  The 
weight  which  the  Commission  has  attributed  to  the  various  fac- 
tors considered  is  in  no  way  indicated  by  any  statement  of  the 
Commission,  the  report  said.  The  committee  then  set  forth  the 
different  factors  which  are  considered  by  the  Commission  in 
determining  final  value.  The  committee  urged  amendment  of 
the  valuation  section  as  proposed  in  the  resolution  adopted  by 
the  association. 


INDIANA  RATES,  FARES,  AND  CHARGES 

The   Traffic   World    Washington  Bureau 

The  Commission  has  entered  a  supplementary  order  in  No. 
11894,  Indiana  Rates,  Fares  and  Charges,  under  which  carriers; 
may  increase — if  they  obtain  the  approval  of  the  state  commis 
sion — intrastate  rates  which  have  been  increased  in  the  per 
centage  amount  fixed  by  the  federal  commission  but  which  are 
still  below  the  corresponding  interstate  rates.  The  order  will 
permit  carriers,  subject  to  approval  of  the  state  authorities,  to 
bring  certain  intrastate  rates  to  the  level  of  interstate  rates. 
The  order  follows: 

It  is  further  ordered.  That  nothing  in  this  order  shall  be  con- 
strued as  prohibiting  nny  carrier,  party  to  this  proceeding,  from  in-- 
creasing any  rate,  fare  or  charge  for  the  tansportation  of  passenger:: 
or  property  in  intastate  commerce  prescribed  in  said  order  of  Janu- 
ary 28,  1921,  to  the  level  of  its  corresponding  rate,  fare  or  charge  con- 
temporaneously- in  effect  and  applicable  to  the  transportation  of  pas- 
sengers or  property  in  interstate  commerce,  provided  such  increase 
is  made  pursuant  to  the  laws  of  the  State  of  Indiana  and  with  the 
approval  of  the  authorities  of  said  state. 

PAYMENT   TO   CARRIER 

The  Commission  has  issued  a  certificate,  under  section  204 
of  the  transportation  act.  to  the  Secretary  of  the  Treasury  in 
which  it  finds  that  $20,188.84  is  due  the  Marietta  &  Vincent  be- 
cause of  the  deficit  incurred  by  the  company  during  federal 
control. 

Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
WORLD, 


•  •noli.-!-  I."..  I ni: I 


THE    TRAFFIC     WORLD 


757 


AN  AMERICAN  MERCHANT  MARINE 

The  following  resolutions  were  adopted  at  Cincinnati,  Octo- 
ber 7,  at  a  meeting  of  the  chambers  of  commerce  of  the  middle 
west,  held  under  the  joint  auspices  of  the  Cincinnati  Chamber 
of  Commerce  and  the  National  Merchant  Marine  Association: 

\Vlu-rcaa,  The  excessive  ocean  freight  rates  and  the  shortage  of 
ocean  transportation,  caused  In  1914  by  the  withdrawal  of  foreign  ships, 
on  \\hicii  wi •  have  to  get  our  products  to  foreign  markets,  cost  our 
producers  and  shippers  of  the  middle  west  large  sums  of  money;  and, 

\\'lu>reas,  Tho  congestion  of  traffic  and  the  consequent  paralysis  of 
our  transportation  and  industrial  systems,  caused  In  1919  and  1920  by 
our  continued  attempt  to  ship  the  great  bulk  of  our  exports  through 
iln>  "neck  of  the  bottle"  at  the  north  Atlantic  ports,  cost  us  similarly 
lurKc  sums  of  money;  and, 

VVIn-r'-M.s  During  the  world  war  this  dependence  on  foreign  ton- 
nage and  this  congestion  at  north  Atlantic  ports  so  overburdened  our 
transportation  system  as  to  render  it  almost  impossible  to  get  troops 
nnl  supplies  to  Europe,  thus  Jeopardizing  our  chance  of  victory  and 
our  national  safety;  and, 

\\hii-eas,  These  great- lessons  of  the  last  decade  have  taught  us 
the  absolute  necessity  of  an  adequate  and  properly  distributed  Ameri- 
<  ;ui  men  hunt  marine,  not  only  as  a  means  of  maintaining  and  extend- 
ing our  foreign  market,  but  also  as  a  measure  of  national  defense; 
and, 

Whereas,  The  Jones  merchant  marine  act  of  1920,  passed  almost 
unanimously  by  Congress,  has  certain  provisions  specifically  Intended 
to  enable  us  to  maintain  a  merchant  marine  in  spite  of  foreign  com- 
petition, namely,  Sections  28  and  34.  which  provide  respectively  for 
preferential  rail  rates  and  preferential  import  duties  on  goods  carried 
in  American  ships;  and. 

Whereas,  The  Jones  bill  also  has  certain  provisions,  namely,  Sec- 
tions 7  and  8.  specifically  intended  to  prevent  a  recurrence  of  the 
congestion  of  1919  and  1920  by  providing  for  the  establishment  and 
maintenance  of  trade  routes  from  the  gulf,  south  Atlantic  and  Pacific 
ports,  as  well  as  from  the  north  Atlantic,  to  be  operated  by  the  gov- 
ernment, if  necessary  at  a  temporary  loss,  xintil  the  trades  can  be 
built  up  to  such  an  extent  that  local  companies  can  charter  and  sub- 
sequently buy  the  ships  used  on  such  routes,  thus  interesting  a 
larger  number  of  people  financially  in  our  merchant  marine  and  there- 
by extending  and  developing  the  market  for  the  ultimate  sale  of  our 
government  owned  tonnage;  and, 

Whereas,  It  would  be  false  economy,  as  well  as  a.  violation  of  the 
Jones  bill,  to  attempt  to  save  money  by  tying  up  ships  to  such  an 
extent  as  to  cripple  or  handicap  in  any  way  the  development  of  these 
trade  routes  in  particular,  or  of  an  adequate  steamship  service  in 
general;  and. 

Whereas,  We  feel  that  the  carrying  out  by  the  government  of, 
these  specific  provisions  of  our  existing  merchant  marine  act  is  the 
first  necessary  step  for  the  establishment  of  an  American  merchant 
marine;  and, 

Whereas,  We  feel  that  there  can  be  no  hope  of  a  real  develop- 
ment of  an  American  merchant  marine  unless,  as  expressed  by  Presi- 
dent Harding,  in  his  letter  of  Sept.  20,  1921,  to  the  National  Merchant 
Marine  Association,  a  national  attitude  of  mind  shall  be  developed 
and  sustained  in  sympathy  and  understanding  with  the  efforts  of  the 
government  to  establish  such  a  merchant  marine; 

Therefore,  We  appeal  to  the  President,  to  Congress,  and  the 
United  States  Shipping  Board: 

First:  To  co-operate  actively  and  wholeheartedly  in  carrying  out 
Sections  28  and  34  of  the  Jones  bill,  so  that  we  may  no  longer  be  sub- 
ject to  the  danger  of  a  repetition  of  the  financial  losses  inflicted  upon 
our  producers  and  shippers  in  the  middle  west,  as  a  result  of  the 
excessive  ocean  freights  caused  by  the  withdrawal  of  foreign  ships 
in  1914. 

Second:  To  co-operate  actively  and  whole-heartedly  in  carrying 
out  Sections  7  and  8  of  the  Jones  bill,  providing  for  the  establishment 
of  trade  routes  from  the  gulf,  south  Atlantic  and  Pacific  ports,  as  well 
as  the  north  Atlantic  ports,  so  that  the  producers  of  the  middle  west 
may  no  longer  be  forced  to  ship  through  the  "neck  of  the  bottle,"  at 
the  north  Atlantic,  and  may  no  longer  be  subject  to  the  danger  of  a 
repetition  of  the  financial  losses  inflicted  upon  them  as  a  result  of  the 
congestion  of  1919  and  1920. 

Third:  To  co-operate  actively  and  whole-heartedly  in  working 
out  a  plan  whereby  an  adequate  fleet  of  tramp  steamers  and  an 
adequate  number  of  tramp  ship  operators  can  be  maintained  in  readi- 
ness to  meet  promptly  the  fluctuating  demand  for  tonnage  caused  by 
the  seasonal  movement  of  many  of  our  exports  of  largest  volume, 
particularly  our  agricultural  products,  which  are  now  in  large  part 
carried  on  foreign  ships. 

Fourth:  To  make  an  immediate  and  impartial  study  of  our  pres- 
ent laws  affecting  shipping  and  of  the  operation  of  our  fleet  under 
these  laws,  with  a  view  to  the  repeal  or  amendment  of  any  legislation 
that  may  be  unduly  hampering  the  development  of  our  merchant 
marine,  and  with  a  view  to  the  passage  of  such  additional  legislation 
as  experience  may  prove  to  be  necessary  for  the  development  of  our 
merchant  marine  in  competition  with  foreign  fleets. 

And  further.  We  appeal  to  our  exporters  and  importers: 

To  co-operate  in  the  establishment  and  maintenance  of  an  Ameri- 
can merchant  marine  by  specifying  that  their  shipments  shall, 
wherever  possible,  be  carried  on  American  ships;  and  in  order  to  make 
this  practicable  we  urge  the  representatives  of  the  industries  con- 
trolling the  largest  volume  of  our  imports  and  exports  to  confer  at 
once  with  the  Stripping  Board  and  co-operate  with  the  board  in  work- 
ing out  ways  and  means  wherever  necessary  by  which  they  can  obtain 
as  satisfactory  rates  and  service  from  American  ships  as  they  can 
obtain  from  foreign  ships. 

And  further,  We  appeal  to  our  bankers,  particularly  to  those  who 
are  financing  foreign  shipments: 

To  co-operate  in  the  establishment  and  maintenance  of  an  Ameri- 
can merchant  marine  by  using  their  influence  in  every  legitimate  way. 
on  our  exporters  and  importers,  to  persuade  them  to  ship  In  American 
rather  than  in  foreign  bottoms. 

And  finally.  We  appeal  to  the  rest  of  the  nation,  to  the  Pacific, 
the  gulf,  the  south  Atlantic  and  the  north  Atlantic  states,  and  to  the 
National  Merchant  Marine  Association,  and  to  all  other  organizations 
interested  directly  or  indirectly,  in  the  development  of  the  American 
merchant  marine,  to  co-operate  with  us  of  the  middle  west  In  the 
carrying  out  of  this  program. 

It  was  resolved  to  appoint  a  special  committee,  composed  of 
one  member  from  each  mid-west  city  identified  with  this  move- 
ment, whose  duty  it  shall  be  to  follow  up  the  various  matters 
covered  by  this  program  with  the  President,  Congress,  the  Ship- 
ping Board,  exporters  and  importers,  bankers,  other  parts  of  the 
country,  and  with  the  National  Merchant  Marine  Association  and 
all  other  organizations  interested  directly  or  indirectly  in  the 


American  Merchant  Marine  and  in  the  establishment,  develop- 
ment, and  maintenance  of  ocean  trade  routes  from  Paclflc-Gulf- 
South  Atlantic  and  North  Atlantic  ports. 

President  Harding  has  been  notified,  in  a  letter  addressed 
to  him  by  Senator  Joseph  E.  Ransdell  of  Louisiana,  president 
of  the  national  organization,  of  the  merchant  marine  resolutions 
adopted  at  Cincinnati  In  the  following  letter: 

The  National  Merchant  Marine  Association  recently  had  the  honor 
of  calling  to  your  attention  that,  on  the  initiative  01  the  Cincinnati 
Chamber  of  Commerce,  it  was  sending  representatives  of  the  associa- 
tion on  a  speaking  tour  of  the  middle  west  for  the  purpose  of  stimu- 
lating Interest  In  American  shipping  among  the  people  of  that  section. 
Your  response,  expressing  interest  and  encouragement  was  greatly 
appreciated  by  this  association. 

This  speaking  tour,  embracing  fifteen  cities  in  eleven  states  of 
the  middle  west,  was  completed  on  October  7,  with  a  climax  meeting 
at  Cincinnati,  under  the  joint  asupices  of  the  Cincinnati  Chamber  of 
Commerce,  and  the  National  Merchant  Marine  Association,  addressed 
by  speakers  from  the  United  States  Shipping  Board  and  the  Depart- 
ment of  Commerce. 

Resolutions  adopted  unanimously  at  Cincinnati  and  endorsed  by 
the  commercial  bodies  of  twenty-three  leading  cities  of  the  middle 
west  evidence  how  deeply  the  people  of  the  interior  are  interested 
in  the  establishment  of  an  adequate  and  enduring  merchant  marine. 
This,  they  believe,  can  be  assured  through  the  full  enforcement  of  the 
Jones  bill,  especially  sections  7,  8,  28  and  34 — providing  for  the  estab- 
lishment of  new  trade  routes,  the  development  of  all  American  ports. 
the  application  of  preferential  rail  rates  and  the  removal  of  treaty 
bars  which  prevent  us  from  applying  discriminatory  methods  In  favor 
of  our  own  shipping. 

In  addition  there  has  grown  out  of  the  Cincinnati  meeting,  and 
the  speaking  tour  that  preceded  it,  the  organization  of  a  permanent 
middle  western  merchant  marine  committee,  with  one  member  for 
each  of  the  leading  cities  of  that  section,  to  follow  up  the  plans  laid 
down  by  the  Cincinnati  meeting,  and  in  connection  with  which  your 
co-operation,  together  with  that  of  Congress  and  of  the  shipping  board. 
is  sought.  Mr.  Malcolm  Stewart  of  Cincinnati  was  unanimously  elected 
chairman  of  this  committee. 

T'o  sum  it  all  up,  the  situation  in  the  middle  west  seems  to  us 
extremely  encouraging  and  at  the  same  time  extremely  critical.  The 
people  of  the  middle  west  have  definitely  made  up  their  minds  on 
certain  fundamental  points: 

First — They  believe  in  an  American  merchant  marine  and  not  an 
international  merchant  marine;  and  to  accomplish  that  end  they 
believe  in  eliminating  every  trace  of  foreign  influence  from  our  ship- 
ping affairs. 

Second — They  believe  in  a  national  merchant  marine  and  not  in  a 
sectional  merchant  marine;  and  to  that  end  they  believe  in  eliminating 
every  trace  of  control  by  New  York  or  by  any  other  single  port  over 
our  shipping  affairs. 

Third — They  are  strongly  opposed  to  the  turning  over  of  our  fleet, 
directly  or  indirectly,  to  a  few  large  companies,  thus  restoring  the 
monopolistic  features  which  existed  prior  to  the  great  war:  and  to 
that  end  they  believe  in  encouraging  and  developing  an  interest  in 
the  American  merchant  marine  in  all  ports  and  in  all  sections  of  the 
interior,  so  that  the  American  people  may  become  in  a  real  sense" 
"ship  minded." 

If  the  administration  and  the  shipping  board  will  co-operate  with 
the  people  of  the  middle  west  in  carrying  out  these  principles,  we  feel 
sure  that  you  can  count  upon  their  very  active  support  and  help 
in  carrying  out  your  policies  for  the  development  of  an  American  mer- 
chant marine.  They  are  even  prepared  to  bring  all  their  influence 
to  bear  upon  their  senators  and  representatives  in  support  of  your 
policies,  and  to  urge  their  exporters  and  importers  to  ship  wherever 
possible  on  American  bottoms.  If,  on  the  other  hand,  the  Shipping 
Board  does  not  unhesitatingly  and  unambiguously  stand  by  these 
principles,  we  fear  that  instead  of  co-operation  there  will  be  indif- 
ference or  even  hostility  on  the  part  of  the  middle  west. 

HARDING  AND  MERCHANT  MARINE 

The  Traffic  World   Washington  Bureau 

The  question  of  a  policy  looking  to  the  establishment  and 
maintenance  of  an  adequate  American  merchant  marine  is 
regarded  by  President  Harding  as  the  greatest  constructive 
problem  before  the  country.  The  importance  attached  to  this 
question  by  the  Presidfnt  may  be  indicated  by  the  fact  that  the 
Cabinet,  at  a  recent  session,  devoted  more  than  two  hours  to  a 
discussion  of  what  the  United  States  should  do  to  bring  about 
the  establishment  of  a  merchant  marine  and  that  other  sessions 
of  the  Cabinet  will  be  given  over  to  that  question  in  the  near 
future. 

A.  D.  Lasker,  chairman  of  the  Shipping  Board,  who  is  co- 
operating closely  with  President  -Harding  on  the  merchant  ma- 
rine problem,  has  submitted  to  the  President  a  detailed  report  on 
the  Jones  merchant  marine  law.  The  President  requested  that 
such  a  report  be  made  and  it  is  presumed  it  has  been  and  will 
be  used  in  the  discussions  in  the  Cabinet.  President  Harding 
also  will  meet  shortly  with  the  members  of  the  Shipning  Board 
to  discuss  the  formulation  of  a  merchant  marine  policy. 

Whether  or  not  the  Jones  law  meets  the  situation  or  whether 
amendments  may  be  suggested,  it  is  understood,  has  been  griven 
serious  thought  by  the  Administration  leaders  and  the  members 
of  the  Shipping  Board.  The  shaping  of  a  definite  merchant  ma- 
rine policy,  it  may  be  said,  is  under  way  and  something  tangible 
on  the  subiect  may  be  obtainable  in  the  near  future. 

Many  delicate  questions  confront  the  Harding  administration 
in  connection  with  the  enforcement  of  the  Jones  act  and  the 
placing  of  American  shipping  on  a  permanent  foundation. 
Among  these  are  the  questions  involved  in  the  application  of 
sections  28  and  34  of  the  Jones  act.  This  act  was  approved 
June  5,  1920.  but  neither  section  has  ever  been  enforced.  Both 
relate  to  direct  or  indirect  preferential  treatment  of  the  Ameri- 
can merchant  marine.  Many  advocates  of  the  Jones  law  regard 
these  sections  as  vital  in  the  upbuilding  of  an  American  mer- 
chant marine. 

It  may  be  said  on  the  highest  authority  that  it  is  recognized 
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in  Washington  that  if  an  adequate,  permanent  merchant  marine 
is  to  be  made  possible,  it  must  have  some  sort  of  assistance,  di- 
rect or  indirect,  from  the  government.  Some  regard  the  Jones 
law  as  sufficient  in  that  respect  and  contend  that,  if  sections 
28  and  34  were  made  operative,  the  American  merchant  marine 
could  compete  successfully  with  foreign  steamship  lines  whose 
costs  of  operation  are  far  below  those  of  the  American  opera- 
tors. Others  favor  a  subsidy  in  some  form.  What  form  the 
governmental  assistance  shall  take  is  one  of  the  important  ques- 
tions under  consideration'.  It  may  be  decided  that  the  Jones  law 
is  sufficient. 

Regardless  of  the  obstacles,  President  Harding  is  seeking 
a  policy  which  will  make  certain  that  the  United  States  will  have 
a  merchant  marine  adequate  for  its  needs. 


I.  M.  M.  HEARINGS 

The  Traffic   World   Washington  Bureau 

Further  hearings  on  the  agreements  between  the  Interna- 
tional Mercantile  Marine  and  the  British  government  may  be 
held  by  the  Shipping  Board  in  Washington,  according  to  a  state- 
ment made  by  A.  D.  Lasker,  chairman,  on  his  return  from  New 
York  where  hearings  were  held  last  week.  He  indicated  that 
further  hearings  might  be  necessary  before  the  board  could 
arrive  at  a  decision  on  the  American  status  of  the  I.  M.  M. 


SHIPPING  BOARD  VESSELS  WITHDRAWN 

The  Traffic   World   Washington  Bureau 

The  Emergency  Fleet  Corporation  has  withdrawn  seven  Ship- 
ping Board  vessels  operated  by  the  Seager  Steamship  Company 
of  New  York  in  the  Scandinavian  berth  out  of  New  York. 

"The  Scandinavian  berth  out  of  New  York  was  entirely  over- 
tonnaged,"  said  W.  J.  Love,  vice-president  in  charge  of  traffic, 
"which  necessitated  the  reduction  in  the  number  of  operators. 
It  has  therefore  been  decided  to  withdraw  the  ships  of  the 
Seager  Steamship  Company  of  New  York. 

"There  are  now  many  other  berths  overtonnaged  and  a 
similar  policy  will  be  pursued  with  them  in  order  to  produce 
greater  efficiency,  reduce  unnecessary  competition  between  Ship- 
ping Board  operators  and  place  the  remaining  operators  in  a 
stronger  position  to  meet  competition  of  foreign  lines." 

The  Seager  Company  was  notified  that  its  authority  to  load 
vessels  on  this  berth  had  been  withdrawn  and  that  the  boats 
were  to  be  redelivered  to  the  board.  They  are  the  Monana,  Asa- 
beth,  Massick,  Vincennes  Bridge,  Plow  City,  Lake  Weir  and 
Kootenai  and  have  a  total  deadweight  tonnage  of  35,000  tons. 


PACIFIC  VESSEL  CHARTERS 

The  Traffic   World   Washington  Bureau 

J.  Barstow  Smull,  vice-president  of  the  Fleet  Corporation  in 
charge  of  charters  and  allocations,  has  announced  a  decision  of 
the  Fleet  Corporation  to  the  effect  that  time  charterers  of  Ship- 
ping Board  vessels  on  the  Pacific  Coast  may  now  take  them  on  a 
bare  boat  basis  and  send  them  on  Pacific  voyages. 

The  policy  of  the  Board  has  been  that  these  bare  boat  char- 
ters would  interfere  or  conflict  with  the  allocated  ships  on  the 
Pacific  Coast  or  with  those  that  were  privately  owned. 

Mr.  Smull,  in  announcing  the  new  departure,  stated  that  he 
had  received  several  requests  for  cargo  steamers  on  a  bare  boat 
charter  basis  and  under  this  new  attitude  of  the  fleet  he  is  now 
in  a  position  to  let  these  boats  out  to  responsible  people. 

The  terms  of  the  charter  provide  that  the  fleet  covers  hull 
insurance  and  makes  insurance  repairs;  the  charterer  furnishes 
protection  and  indemnity  insurance  and  takes  care  of  voyage  re- 
pairs. The  hire  is  at  the  rate  of  50  cents  per  ton  per  month  on 
the  vessel's  total  deadweight.  The  charterer  mans  the  vessel 
and  furnishes  deck  and  engine  room  stores  and  fuel,  in  fact,  pays 
all  running  expenses  of  the  steamer.  There  are  at  present  about 
30  ships  that  are  in  competitive  condition  for  charter  on  the 
Pacific  coast. 


SHIPPING  BOARD  APPOINTMENT 

The  Traffic   World   Washington  Bureau 

Fred  I.  Tucker  of  Boston  has  been  appointed  manager  of 
the  plants  division  in  the  commercial  manager's  department  of 
the  United  States  Shipping  Board  Emergency  Fleet  Corporation. 
He  entered  on  his  new  duties  at  once. 

Mr.  Tucker  for  the  last  ten  years  has  been  district  manager 
of  the  Aberthaw  Construction  Company  of  Boston.  The  plants 
division  will  be  co-ordinated  with  the  material  and  sales  divi- 
sion, of  which  Francis  H.  Walsh  is  manager. 

This  leaves  only  one  vacancy  in  the  organization  of  the 
commercial  manager's  department — that  of  manager  of  dry  docks 
division.  It  is  said  plans  are  rapidly  being  developed  for  a  sales 
policy  of  surplus  material  exclusive  of  ships. 


We  quickly  procure  information  concerning  matters 
in  any  department  of  the  government  in  Washington 
for  subscribers  to  THE  DAILY  TRAFFIC  WORLD. 


FREE  PANAMA  CANAL  TOLLS 

The  Traffic   World   Washington  Bureau 

With  party  lines  broken,  the  Senate,  October  10,  passed  the 
Borah  bill  exempting  American  coastwise  ships  from  payment  of 
Panama  Canal  tolls.  Senator  Lodge,  the  Republican  leader, 
voted  against  it  and  Senator  Underwood,  Democratic  leader, 
voted  for  it.  The  bill  is  expected  to  rest  in  the  House  until  after 
the  armament  limitation  conference,  because  Great  Britain  ob- 
jects to  the  bill  as  a  violation  of  the  Hay-Pauncefote  treaty. 
British  objection  is  ascribed  partly  to  the  influence  of  Canadian 
carriers  who  would  be  handicapped  in  coast  to  coast  traffic  by 
the  competition  of  American  ships  exempt  from  tolls.  Lumber 
from  Vancouver  to  New  York,  for  instance,  would  have  to  pay 
canal  tolls,  while  lumber  from  Portland  to  New  York  would  bo 
exempt.  British  ships  could  not  carry  from  Portland  to  New 
York  because  coastwise  business  is  reserved  for  American  ships. 

Opposite  views  on  the  question  of  whether  or  not  the  Hay- 
Pauncefote  treaty  with  Great  Britain  is  a  barrier  that  must  be 
recognized  by  the  United  States  against  the  granting  of  free 
passage  to  American  coastwise  vessels  through  the  Panama 
Canal  were  expressed  in  the  Senate  by  Senator  Colt,  of  Rhode 
Island,  and  Senator  Calder,  of  New  York. 

Senator  Colt,  prefacing  his  discussion  with  the  declaration 
that  treaties  are  contracts  between  sovereign  states  and  that 
their  enforcement  rests  alone  on  the  honor  and  good  faith  of 
the  contracting  parties,  declared  that  he  could  not  support  the 
Borah  free  tolls  bill.  He  said  there  was  a  wide  difference  of 
opinion  as  to  the  proper  construction  of  the  terms  of  the  treaty 
and  that  it  had  been  urged  by  prominent  leaders  that  the  matter 
be  submitted  to  arbitration. 

"Of  course,"  said  he,  "if  Great  Britain  should  agree  to  this 
tolls  exemption,  that  would  end  the  matter  and  we  would  need 
no  statute,  but  if  this  question  is  not  settled  by  diplomacy  it 
clearly  should  be  settled  by  some  form  of  arbitration." 

The  provision  of  the  Hay-Pauncefote  treaty  about  which 
there  is  a  difference  of  opinion  as  to  its  effect  on  free  tolls  for 
American  coastwise  vessels,  reads  as  follows: 

Rule  1.  The  canal  shall  be  free  and  open  to  the  vessels  of  com- 
merce and  of  war  of  all  nations  observing  these  rules,  on  terms  of 
entire  equality,  so  that  there  shall  be  no  discrimination  against  any 
such  nation  or  its  citizens  or  subjects  in  respect  of  the  conditions  or 
charges  of  traffic,  or  otherwise. 

Discussing  the  rule,  Senator  Colt  said  in  part: 

According  to  one  interpretation  "all  nations"  includes  the  United 
States  and  "vessels  of  commerce"  includes  coastwise  vessels  and  the 
"general  principle  of  neutralization"  establishes  the  basic  rule  of  ab- 
solute equality  as  to  all  nations. 

According  to  the  other  interpretation  "all  nations"  does  not  in- 
clude the  United  States  and  "vessels  of  commerce"  does  not  in- 
clude coastwise  vessels,  and  the  "general  principle  of  neutralization," 
since  the  canal  was  built  on  United  States  territory,  extends  no  further 
than  to  securing  equality  of  treatment  for  all  the  customers  of  the 
canal,  reserving-  to  the  owner  the  entire  freedom  as  to  tolls  charges 
for  his  own  vessels;  in  other  words,  the  Panama  Canal  presents  the 
case  of  an  artificial  waterway  built  by  a  nation  on  its  own  territory, 
and  rule  1  of  the  Hay-Pauncefote  treaty  rightly  construed  only  ex- 
tends the  principle  of  absolute  equality  to  all  other  nations. 

From  the  foregoing  summary  we  find  that  rule  1  is  open  to  two 
interpretations,  and  that  under  the  first  interpretation  the  rule  of 
equality  includes  the  United  States,  and  under  the  second  interpreta- 
tion it  does  not  include  the  United  States. 

American  public  opinion  is  divided  into  two  schools  which  may 
be  termed  the  Elihu  Root  school  and  the  Richard  Olney  school,  and  I 
can  picture  to  myself  a  hearing  by  an  impartial  tribunal  on  this  ques- 
tion and  some  of  the  arguments  on  both  sides. 

Senator  Calder  took  the  opposite  view,  saying  in  part: 

I  cannot  conceive  how  anyone  can  construe  the  language  of  this 
treaty,  and  the  subsequent  developments  of  our  purchase  of  the  Canal 
Zone  and  the  construction  by  the  United  States  government  of  the 
canal,  in  any  way  except  to  permit  this  government  in  the  matter  of 
our  domestic  commerce  to  do  just  exactly  as  It  sees  fit  relative  to 
the  matter  of  tolls. 

After  the  Panama  bill  passed  the  House  of  Representatives  in 
1912  it  was  so  altered  in  the  Senate  as  to  give  free  tolls  to  all  vessels 
flying  the  American  flag,  whether  in  the  domestic  or  the  foreign 
trade.  At  that  time  I  urged  that  the  treaty  clearly  forbade  this  being 
done,  and  I  strongly  opposed  the  action  of  the  Senate.  When  the 
conferees  finally  reported  back  they  had  come  to  an  agreement  with 
the  Senate  permitting  free  tolls  to  American  ships  only  when  en- 
gaged in  coastwise  trade.  The  action  of  the  conferees  was  approved 
by  the  Senate  and  the  House,  and  the  bill  was  signed  by  President 
Taft  and  became  the  law  of  the  land. 

As'  we  all  know,  subseauer.tly,  in  1914.  when  Congress  became 
Democratic  in  both  houses.  President  Wilson  urged  the  repeal  of  the 
free  toll  bill.  After  a  lengthy  discussion  this  action  was  taken. 

The  pending  measure  simply  provides,  as  did  the  Panama  act 
of  1912,  that  American  vessels  in  the  coastwise  trade  only  shall  have 
free  access  through  the  canal  without  any  charge  whatever.  This 
question  has  incited  great  interest  on  the  part  of  the  American  peo- 
ple ever  since  the  canal  was  first  proposed. 

American  brains  and  American  resources  brought  to  conclusion 
what  most  people  believe  to  have  been  one  of  the  most  extraordinary 
engineering  projects  known  to  our  civilization,  either  ancient  or  mod- 
ern. We  hnve  bought  and  paid  for  the  ranal;  we  own  it.  and  the  ter- 
ritory in  which  )t  is  constructed,  subject  to  the  provisions  of  the 
treaties  relating  thereto.  It  is  open  to  all  the  world  upon  terms  of 
entire  equality,  and  so  far  as  we  ourselves  make  international  use 
thereof  that  equality  as  to  ourselves  is  and  will  be  maintained.  We 
have  the  right,  and  it  is  our  duty,  to  use  it  in  connection  with  our 
local  concerns — not  international  in  their  character,  in  which  no  other 
country  has  any  legitimate  or  proper  concern — in  such  manner  as  in 
our  judgment  will  best  promote  the  welfare,  prosperity  and  happiness 
of  the  whole  Americari  people;  and  this  I  hope  we  will  do  in  the 
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:  ni'  nt  of  this  mr.-tsinv  without  the  uld  or  consent  of  any  foreign 
country. 

Foreign  opposition  to  the  exemption  of  American  snips  from 
the  payment  of  canal  tolls  Is  directed  against  such  ships  no 
matin-  in  what  trade  they  may  be  engaged.  It  Is  based  on  the 
agreement,  in  the  Hay-Pauncefote  treaty,  that  the  United  States 
shall  treat  the  ships  of  "all  nations"  alike. 

Senator  Lodge,  who  voted  against  the  bill,  said  ne  had  no 
doubt  about  the  legal  right  of  the  United  States  to  exempt  any 
or  all  classes  of  American  ships  from  the  payment  01  tolls.  He 
said  that  inasmuch  as  opinion  outside  of  the  United  States  Is 
unanimously  against  the  view  he  holds,  and  there  is  sharp  di- 
vision among  Americans  as  to  what  the  language  means,  he 
thought  a  "decent  regard  for  the  opinion  of  mankind"  required 
the  United  States  to  refrain  from  pressing  its  view  and  to  sub- 
mit the  question  to  arbitration. 

Senator  Cummins  is  about  the  only  member  who  discussed 
the  subject  from  the  transportation  point  of  view.  Even  he  did 
not  call  attention  to  the  point  at  which  American  and  Canadian 
ships  will  come  into  sharp  competition  in  the  coast-to-coast 
business. 

"My  vote  on  this  occasion  is  not  to  be  considered  as  indi- 
cating that  under  all  conditions  and  all  circumstances  coast- 
wise ships  should  be  permitted  to  pass  through  the  canal  with- 
out charge,"  said  he.  Whether  they  should  or  should  not  ought 
to  depend  upon  circumstances  which  we  cannot  foresee  or  fore- 
tell. To  give  free  passage  to  coastwise  ships  if  it  shall  turn 
out  that  they  do  not  need  the  subsidy  in  order  to  compete  suc- 
cessfully for  the  coast-to-coast  trade,  and  if  they  flo  not  give 
to  shippers  the  benefit  of  the  privilege  granted  to  them,  but 
use  it  simply  to  increase  their  profits  beyond  a  reasonable  re- 
turn, would  create  an  intolerable  condition. 

"In  this  connection  I  submit  the  result  of  the  operations 
of  the  canal  for  last  year  so  far  as  coastwise  trade  is  concerned. 
During  the  year  ending  June  30,  1921,  1.451,477  net  registered 
tons  of  coastwise  shipping  passed  through  the  Panama  Canal, 
and  the  tolls  collected  amounted  to  $1,434,281.75.  For  the  months 
of  July  and  August,  377,578  net  registered  tons  went  through 
the  canal,  and  there  was  collected  in  tolls  upon  that  shipping 
$371,529.  If  the  commerce  through  the  canal  increases,  as  we 
have  every  reason  to  believe  it  will,  exemption  from  tolls  will 
mean  a  subsidy  during  the  coming  year  of  not  less  than 
$2,000,000. 

"It  is  clear  to  me,  therefore,  that  the  authority  to  adjust  tolls 
should  be  vested  in  the  President,  the  Interstate  Commerce  Com- 
mission, or  the  Shipping  Board  under  such  rules  and  regu- 
lations as  Congress  may  prescribe.  This  is  true  also  of  our 
ships  engaged  in  foreign  commerce;  and  I  venture  the  predic- 
tion that  in  the  near  future  it  will  be  found  that  granting 
free  passage  or  reduced  tolls  to  our  foreign  shipping  will  be 
far  more  necessary  than  giving  the  privilege  to  our  coastwise 
ships.  Until  recently  it  was  my  intention  to  offer  an  amendment 
along  these  lines,  but  for  reasons  which,  I  think,  are  fairly 
apparent  and  which  the  author  of  the  bill  at  least  fully  under- 
stands, I  shall  not  present  an  amendment. 

"I  think,  also,  that  it  is  unfortunate  that  the  bill  does  not  re- 
peat the  second  section  of  the  act  of  1914  and  restore  the  cor- 
responding provision  in  the  act  of  1912,  modified,  if  the  Senate 
should  think  it  desirable,  by  fixing  a  specific  minimum  as  well 
as  a  maximum  charge  upon  all  ships  other  than  those  of  the 
United  States.  Personally,  I  do  not  believe  that  it  Is  neces- 
sary to  fix  a  specific  minimum,  but  I  would  have  no  great  ob- 
jection to  it.  This  provision  in  the  original  act  is  as  follows: 

Tolls  may  be  based  upon  gross  or  net  registered  tonnage,  dis- 
placement tonnage,  or  otherwise,  and  may  be  based  upon  one  form  of 
tonnage  for  warships  and  another  for  ships  of  commerce.  The  rate 
of  tolls  may  be  lower  upon  vessels  in  ballast  than  upon  vessels  carrying 
passengers  or  cargo.  When  based  upon  net  registered  tonnage  for  ships 
of  commerce  the  tolls  shall  not  exceed  $1.25  per  net  registered  ton, 
nor  be  less,  other  than  for  vessels  of  the  United  States  and  its  citi- 
zens, than  the  estimated  proportionate  cost  of  the  actual  main- 
tenance and  operation  of  the  canal,  subject,  however,  to  the  pro- 
visions of  article  19  of  the  convention  between  the  United  States  and 
the  Republic  of  Panama,  entered  into  November  18,  1903." 

COTTON  TRAFFIC  FROM  EGYPT 

The  Traffic   World   Washington  Bureau 

The  Emergency  Fleet  Corporation  has  declined  to  enter  into 
a  contract  proposed  by  British  shipowners  for  the  division  of 
the  cotton  traffic  from  Egypt  after  long  negotiations  in  which 
Shipping  Board  representatives  sought  a  fair  share  of  the  traffic 
for  Shipping  Board  vessels.  It  has  made  effective  rates  on  cot- 
ton from  Alexandria  to  the  United  States  10  shillings  below 
those  of  British  lines  and  will  get  as  much  of  the  traffic  as  pos- 
sible. 

W.  J.  Love,  vice-president  of  the  Fleet  Corporation  in  charge 
of  traffic,  made  the  following  explanation  of  the  action  taken  by 
the  Corporation: 

As  n  result  of  direct  negotiations  with  the  British  liners'  princi- 
ples in  England,  the  former  offered  to  relinquish  to  American  bottoms 
50  per  cent  of  the  direct  sailings  between  Alexandria  and  the  I'nited 
States,  stating  that  it  was  not  possible  for  the  liners  to  make  any 
arrangements  with  regard  to  the  indirect  traffic,  that  is,  cotton  mov- 
inp  to  tho  states  with  transshipment  at  an  English  port.  They 
claimed  that  the  latter  was  a  matter  of  negotiation  between  Ameri- 


can transatlantic  steamer*  and   the  Atlantic   Westbound   conference. 
Tho  agreement  was  to  run  for  a  period  of  five  years. 

Our  reasons  for  declining  this  offer  were:  that  the  offer  contem- 
plated giving  u«  60  per  cent  of  the  sailing*,  but  did  not  guarantee  to 
us  60  per  crnt  of  the  cotton,  and,  seeing  that  contracts  win-  In  i-xlst- 
ence  between  the  British  Conference  and  the  cotton  shippers  for  the 
season  1921-22,  and,  further,  seeing  that  there  was  an  Insurance  dis- 
ability against  American  steamers,  we  were  not  at  all  satisfied  that 
50  per  cent  of  the  sailings  would  in  any  way  mean  to  us  60  per  cent 
of  tho  tonnage;  we  being  further  advised  that  the  principal  owner  of 
one  of  the  British  lines  was  a  large  stockholder  or  connected  through 
subsidiary  companies  with  the  cotton  presses  and  gins  In  Alexandria, 
and  also  that  much  of  the  banking  necessary  In  connection  with  the 
movement  of  this  valuable  crop  was  in  the  hands  of  financial  Institu- 
tions affiliated  with  British  Institutions  of  a  similar  character. 

With  respect  to  the  Indirect  movement,  the  bulk  of  this  business 
moves  on  a  through  rate,  and  seeing  that  a  number  of  lines  carrying 
this  cotton  from  Alexandria  to  the  U.  K.  also  control  lines  from  the 
U.  K.  to  the  United  States,  we  felt  It  was  hardly  possible  for  Ameri- 
can boats  trading  out  of  Liverpool  to  get  anywhere  near  a  fair  propor- 
tion of  this  traffic. 

The  five-year  proposal  likewise  was  distasteful  to  us  for  the  rea- 
son that  it  entailed  an  absolute  commitment  on  the  part  of  the  Ship- 
ping Board  of  a  character  that  we  felt  indisposed  to  enter  Into,  seeing 
that  heretofore  the  negotiations  for  the  movement  of  the  Egyptian 
cotton  crop  as  between  the  British  Conference  and  the  shippers  were 
of  a  yearly  character,  simply  covering  a  crop  year  movement. 

The  existing  contracts  enterd  into  for  the  current  movement  as 
between  the  British  Conference  and  the  Association  of  shippers  spe- 
cifically provides  that  no  cotton  shall  move  either  direct  or  indirect 
to  the  United  States  in  other  than  British  bottoms. 

To  have  accepted  the  agreement,  therefore,  without  a  written 
modification  of  same  would  have  placed  us  in  a  very  doubtful  posi- 
tion. This  contract  also  provides  that  no  Egyptian  cotton  shipper 
could  sell  his  goods  except  on  a  C.  I.  F.  basis.  This  means  that  the 
cotton  is  sold,  laid  down  in  a  United  States  port,  and  the  routing  of 
same  controlled  by  the  shipper,  who  is  dominated  by  the  British  Con- 
ference in  Alexandria.  No  American  consumer  of  Egyptian  cotton, 
therefore,  has  the  slightest  control  over  the  ocean  carriage  of  same, 
it  being  reserved,  as  previously  stated,  by  the  shipper  under  the  terms 
of  his  contract  with  the  British  Conference  in  Alexandria. 

Another  point  in  this  controversy  is  that  according  to  long  custom 
bids  are  put  in  every  year  by  the  British  Conference  during  the 
spring  of  each  year  to  the  Alexandria  General  Produce  Association  for 
the  movement  for  the  crop  year  beginning  the  following  September. 
The  bids  that  were  put  in  by  the  Shipping  Board  were  materially 
lower  than  those  put  in  by  the  British  Conference,  and  yet  for  reasons 
still  unexplained  to  us  our  bids  were  thrown  out  and  new  bids  called 
for  from  the  British  liners  without  our  knowledge,  and  when  these 
second  figures  were  submitted  by  the  British  liners  they  were  found 
to  be  the  same  as  those  originally  submitted  by  us. 

In  this  connection  it  has  come  to  us  confidentially  that  an  agree- 
ment existed  within  the  Alexandria  General  Produce  Association  that 
the  business  would  be  given  to  the  British  provided  the  bids  of  all 
companies  were  the  same. 


WOODEN  SHIP  CLAIMS 

The  Traffic   World   Washington  Bureau 

The  claims  commission  of  the  United  States  Shipping  Board 
has  made  the  following  announcement: 

"A.  H.  Eastmond,  president  of  the  Wood  Shipbuilders'  Asso- 
ciation, with  headquarters  at  New  York,  appeared  before  the 
claims  commission  of  the  United  States  Shipping  Board,  October 
11,  and  petitioned  the  commission  to  request  Charles  Piez, 
director-general,  Howard  M.  Coonley,  vice-president,  and  Willard 
C.  McNitt,  general  counsel,  who  held  these  positions  during  the 
•war,  in  the  United  States  Shipping  Board  Emergency  Fleet  Cor- 
poration, to  appear  before  the  commission  and  testify  as  to  what 
they  knew  of  verbal  promises  made  to  wood  shipbuilders  in  1918. 

"The  commission,  after  hearing  the  petition  of  Mr.  Eastmond, 
advised  him  that  it  did  not  think  it  would  be  of  any  avail  to 
consider  the  wood  ship  cases  in  the  abstract;  that  when  the 
claims  of  these  plaintiffs  came  before  the  commission  in  con- 
crete form  the  petition  would  be  duly  considered. 

"Chauncey  E.  Parker,  special  counsel  of  the  legal  division 
of  the  United  States  Shipping  Board,  in  charge  of  wooden  ship 
claims,  stated  that  the  legal  department  had  no  objection  to  the 
commission  calling  upon  these  former  officials  to  testify. 

"Mr.  Eastmond  thereupon  requested  the  commission,  through 
its  secretary,  O.  P.  M.  Brown,  to  advise  him  sufficiently  in 
advance  when  the  government  would  have  a  test  case  prepared 
on  this  class  of  claims,  in  order  that  he  might  notify  the  wooden 
shipbuilders  of  the  United  States  of  the  day  of  the  hearing  and 
thus  afford  them  an  opportunity  to  be  present. 

"This  request  was  granted  by  the  commission  and  Mr.  East- 
mond will  be  advised  of  the  date  when  the  first  case  will  be 
heard,  which  will  probably  be  a  month  or  six  weeks  hence." 


DISPOSITION  OF  FLEET  PROPERTY 

The  Traffic  World   Washington  Bureau 

Preliminary  steps  have  been  taken  to  dispose  of  all  prop- 
erty and  material  other  than  ships  that  the  Emergency  Fleet 
Corporation  desires  to  liquidate,  by  the  organization  of  a  divi- 
sion under  Sidney  Henry,  commercial  manager,  who  was,  until 
recently,  vice-president  of  the  Baltimore  Dry  Dock  and  Ship- 
ping Company.  The  new  division  will  be  divided  into  four  de- 
partments, as  follows:  Materials  and  sales;  transportation  and 
housing;  dry  docks  and  marine  railways;  and  plants. 

F.  H.  Walsh  of  New  Bedford,  Mass.,  will  have  charge  of  the 
material  and  sales  department.  Prior  to  1917  he  was  traveling 
representative  for  the  Morse  Twist  Drill  and  Machine  Company 
of  New  Bedford.  From  May,  1917,  and  continuing  throughout 
the  war  period,  he  was  connected  with  the  Bureau  of  Construc- 
tion and  Repair  in  the  Navy  as  an  inspector  of  naval  construe- 
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tion.  In  1920  he  joined  the  Bethlehem  Shipbuilding  Company 
at  Bethlehem  as  supervisor  of  tools  and  subsequently  wa» 
made  claims  agent  for  the  corporation.  He  was  attached  to 
the  office  of  E.  B.  Hill,  operating  vice-president,  when  he  was 
selected  by  Joseph  W.  Powell,  president  of  the  Fleet  Corporation, 
to  join  his  staff. 

The  department  of  transportation  and  housing  is  in  charge 
of  William  Towers,  who  is  a  native  of  Cumberland  County, 
Virginia,  and  who,  for  the  last  sixteen  years,  has  been  connected 
with  the  District  of  Columbia  administration,  resigning  as  deputy 
auditor  to  take  his  present  position. 

The  managers  of  the  other  two  departments  have  not  yet 
been  selected.  The  plants  department  will  have  under  its  juris- 
diction the  disposal  of  the  equipment  of  shipyards,  including 
such  large  ones  as  Hog  Island  and  the  Merchants  Shipbuilding 
Company  at  Bristol,  Pa.  The  former  yard  is  now  being  used 
as  a  concentration  point  for  all  fleet  material  in  that  section. 

Mr.  Henry  is  now  working  out  a  sales  policy  for  the  fleet's 
approval. 


vessels.  The  Board  has  received  a  number  of  requests  for 
revision  of  the  prices  at  which  the  vessels  were  sold.  Notice  of 
the  hearing  has  been  sent  to  the  American  Steamship  Owners' 
Association,  the  Steamship  Operators'  Association  and  indi- 
vidual purchasers.  The  Board  has  requested  that  the  various 
interests  designate  representatives  to  appear  before  it.  The 
hearing  will  be  public. 


FLEET  CORPORATION  COMPTROLLER 
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Appointment  of  Edwin  A.  Shepherd,  formerly  lieutenant 
colonel,  ordnance  department,  U.  S.  A.,  as  comptroller,  has  been 
announced  by  the  Emergency  Fleet  Corporation.  He  succeeds 
Alonzo  Tweedale.  From  April  1,  1891,  to  August  1,  1915,  Colonel 
Shepherd  was  stationed  at  various  Ordnance  establishments  in 
charge  of  accounting,  auditing,  production  costs,  purchases, 
receipts,  issues  and  personnel.  He  served  during  the  Spanish 
American  War  and  was  stationed  for  four  years  in  Havana  at 
its  conclusion.  He  had  charge  of  accounting,  auditing,  pay  rolls, 
and  production  costs  for  the  Remington  Arms  Union  Metallic 
Cartridge  Company  at  Bridgeport,  Conn.,  from  August  1,  1915,  to 
June  26,  1917,  when  he  was  commissioned  an  officer  in  the  Ord- 
nance Department,  U.  S.  A.,  and  made  Comptroller  of  the  Small 
Arms  Division  in  charge  of  finance,  accounting,  auditing,  pur- 
chases, manufacturing  methods,  and  production  costs.  Later 
he  was  Chief  of  the  Small  Arms  Section  of  the  Procurement 
Division  and  then  Executive  Officer  of  the  Director  of  Arsenals 
Division  and  the  Administration  Division  in  the  Ordnance  Office. 
From  March  13,  1919,  to  May  31,  1920,  he  was  manager  of  the 
Washington  office  of  the  Remington  Arms  Company  and  from 
Juue  1,  1920,  to  the  day  of  his  appointment  he  was  engineer  and 
accountant  engaged  in  industrial  organization,  finance  and  opera- 
tion, being  connected  with  the  Remington  Arms  Company,  the 
Reeves  Domestic  Utilities  Company,  the  Sponsel  Universal  Joints 
Company  and  other  firms  as  Washington  representative. 


INTERCOASTAL  FREIGHT  TRAFFIC 

Intercoastal  freight  business,  in  which  the  pioneering  was 
done  by  the  government-owned  fleet  operated  by  the  North  At- 
lantic &  Western  Steamship  company,  has  developed  in  the  last 
two  years  to  such  an  extent  that  there  are  approximately  eighty 
ships  in  regular  service  between  Atlantic  and  Pacific  ports  via 
the  Panama  Canal.  According  to  shipping  experts  the  volume 
of  cargo  offerings  as  yet  average  only  sufficient  to  provide  full 
loads  for  fifteen  or  twenty  ships  a  month.  Nevertheless,  instead 
of  withdrawing  cargo  boats,  various  lines  either  are  putting 
more  on  or  are  preparing  to  do  so  in  anticipation  of  business 
they  see  in  prospect. 

Wool,  which  has  figured  largely  in  eastward  bound  ship- 
ments by  sea  in  the  last  two  or  three  months,  is  rapidly  dimin- 
ishing in  volume,  most  of  this  year's  clip,  with  vast  quantities 
of  the  clip  stored  last  year,  having  been  marketed.  But  its  place 
in  cargo  holds  is  being  taken  by  canned  fish  from  Alaska  and 
Columbia  River,  and  by  canned  and  dried  fruits  from  California. 
Enormous  quantities  of  the  latter  are  being  offered,  according  to 
shipping  agents. 

Lumber  offerings,  statistics  gathered  hy  ship  operators 
show,  are  steadily  increasing,  although  the  output  of  northwest- 
ern mills  is  still  below  normal.  Portland,  Ore.,  reports  a  total 
in  excess  of  63,000,000  feet  shipped  by  sea  in  September  to  east- 
ern and  Pacific  coast  destinations.  Puget  Sound  statistics  for 
the  entire  month  are  not  yet  available,  but  lumbermen  assert 
that  the  aggregate  from  Sound  ports  will  be  correspondingly 
large. 

The  Brush  and  West  Isleta,  N.  A.  W.  S.  Co.  freighters,  sailed 
from  Seattle  the  first  two  weeks  of  October  with  full  lumber 
cargoes  for  New  York.  The  Eastern  Glenn  and  the  Lehigh,  of 
the  same  fleet,  carried  large  quantities  of  lumber  products 
among  mixed  cargoes  destined  for  Philadelphia,  Boston  and 
Portland,  Me.  The  Eastern  Glenn  carried  10,500  measured  tons 
of  cargo,  largely  composed  of  California  canned  and  dried  fruits 
for  New  England  ports. 


THROUGH   RAIL  AND  WATER  RATES 

Through  rail  and  water  rates  from  Pawtucket,  Bristol  and 
Warren,  R.  I.,  and  some  46  non-agency  stations,  to  Washington, 
D.  C.,  have  been  established  by  Merchants'  &  Miners'  I.  C.  C. 
932,  effective  November  8,  1921,  in  connection  with  the  Rhode 
Island  Company,  and  the  Norfolk  &  Washington  Steamboat 
Company,  which  names  the  same  rates  as  are  now  in  effect 
all-rail,  but  exempting  certain  commodities,  such  as  automobiles, 
leather  boots  and  shoes,  cotton,  furniture,  etc.,  on  which  there 
are  no  through  rates.  This  making  of  the  joint  rates  from  any 
except  Boston  and  some  other  ports  is  believed  to  be  an  inno- 
vation. Heretofore  combinations  have  applied. 


REVISED  TONNAGE  PRICES 

The  Shipping  Board  will  hold  a  hearing  in  Washington 
October  24  on  the  question  of  revising  tonnage  prices  of  vessels 
sold  to  the  so-palled  "pioneer  purchasers"  of  Shipping  Board 


TAXES  ON  TRANSPORTATION 
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The  Senate,  October  11,  agreed  to  amendments  to  the  tax  bill 
abolishing  taxes  on  all  forms  of  transportation  the  first  of  Janu- 
ary next.  There  was  no  roll  call  on  the  amendments,  but  Sena- 
tor Trammell  of  Florida  moved  to  make  the  abolition  effective 
ten  days  after  passage  of  the  bill.  That  was  voted  down,  38 
to  30. 

There  was  only  a  little  debate  in  the  Senate  on  the  amend- 
ments which  will  make  certain  the  removal  of  taxes  on  all  forms 
of  transportation  on  January  1  next,  unless  the  taxes  on  wire 
messages  be  called  a  tax  on  transportation.  When  shippers  and 
carriers  talk  about  transportation,  they  do  not  ordinarily  include 
the  transmission  of  intelligence  by  wire  or  wireless.  Elimina- 
tion of  taxes  on  wire  messages  was  not  included  in  the  amend- 
ments adopted  by  the  senate  on  October  11. 

What  debate  there  was  in  considerable  part,  was  smile  pro- 
voking, because  Senator  Simmons,  of  North  Carolina,  Senator 
McNary,  of  Oregon,  Senator  King,  of  Utah,  and  Senator  Walsh, 
of  Massachusetts,  gravely  called  attention  to  the  fact  that  they 
had,  either  themselves,  or  as  members  of  the  minority  of  the 
finance  committee,  offered  amendments  for  the  elimination  of 
the  taxes.  Inasmuch  as  the  elimination  was  due  largely  to  the 
revolt  of  the  Republican  members  of  the  agrarian  bloc,  the  sena- 
tors in  question  seemed  extremely  anxious  to  have  the  farmers 
of  the  country  know  they  had  done  something  about  the  matter, 
long  before  the  Republican  members  of  the  agricultural  faction 
threatened  to  join  the  Democrats  in  upsetting  the  Republican 
majority  of  the  finance  committee.  Senator  McCumber,  in  the 
matter  of  transportation  taxes,  was  the  spokesman  for  the  over- 
turned majority.  He  carried  the  surrender  of  the  majority  mem- 
bers of  the  committee  into  the  chamber,  in  the  form  of  amend- 
ments offered  by  the  defeated  committee,  doing  what  the 
agarians  demanded. 

"The  senators  will  be  given  due  political  credit,"  said  Sena- 
tor McCumber,  who  is  more  solemn  than  a  professional  mourner 
and  more  precise  in  his  enunciation  than  a  prunes  and  prisms 
product  of  a  young  lady's  finishing  school. 

That  announcement,  however,  was  not  enough  for  Senator 
Walsh,  of  Massachusetts.  He  deemed  it  obligatory  to  announce 
that  he,  as  a  member  of  the  minority  of  the  committee,  had  re- 
ported in  favor  of  the  elimination  of  the  transportation  taxes. 
By  the  time  Walsh  had  finished  Simmons  was  ready  to  joke 
about  the  matter. 

"I  merely  wish  to  observe,  in  passing,"  said  he,  "that  there 
seems  to  be  glory  enough  to  go  around." 

Senator  Trammell,  of  Florida,  in  undertaking  to  have  the 
elimination  of  the  taxes  made  operative  ten  days  after  the  pas- 
sage of  the  bill  instead  of  on  the  first  day  of  the  coming  yaut, 
said: 

I  beiieve   that  in  view  of  the  present  excessive  and  exorbitantly 
high   freight  and   passenger   rates   which   prevail   in   this   country   we 
should  not  further  impose  upon  the  people  a  tax  upon  transportation 
charges.     That   tax   should   be   repealed,    and   should   be    repealed    as 
soon  as  possible,  instead  of  deferring  the  day  for  its  discontinuance 
to  January  1,   1922.     As  to  every   other  form  of  taxation   which  it  is 
proposed   to   modify   or  change   under   the   provisions   of   the   pending 
bill    the   changes   and   modifications   become   effective   as   of   Januai 
1    1921;  that  is    the  income  received  for  the  year  1921  will  be  subjected 
only  to  the  amended  rate  or  burden  imposed  upon  that  income,  where- 
as already  those  who  have  to  bear  the  burden  of  the  taxation  imposed 
upon   transportation  charges  have  been  forced  to  pay  the  tax  and  to 
undergo  this  obligation  for  more  than  nine  months  of  the  year  1 
It  is  my  view   that  we  should   not  further  discriminate   aRamst 
contributing  to  the  revenues  of  the  government  through  the  transpor- 
tation tax,  but  that  the  tax  should  be  repealed  upon  tho  passage  and 
approval  of  the  act.     That   is  all  there  is  to  my   amendment:   that 
which  it  proposes  instead  of  deferring  the  repeal  until  January  1.  1922. 

I  take  the  position  that  the  Congress  of  the  United  States  has 
been  recreant  in  the  performance  of  its  duty  to  the  American  people 
in  not  attempting  to  rectify  the  conditions  which  exist  today  in  the 
matter  of  excessive  transportation  charges,  and  that  the  least  we  can 
do  at  this  time  is  to  extend  the  relief  that  may  come  by  the  enact- 
ment of  a  provision  which  repeals  the  tax  upon  transportation  charges 
without  further  delay. 
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EXECUTIVES  DISCUSS  RATES  AND 
WAGES 

The  members  of  the  Association  of  Railway  Kxecutives  met, 
in  Chicago,  October  14,  to  formulate  plans  for  meeting  the  de- 
mand for  a  general  reduction  in  freight  rates  and  to  consider 
other  pressing  railroad  problems.  No  announcement  as  to  the 
program  of  the  meeting  was  made  beiore  the  126  executives 
present  began  the  session,  which  was  expected  to  last  well  into 
the  evening. 

Chairman  Cuyler,  of  the  association,  and  the  other  execu- 
tives who  took  part  in  conferences  with  Chairman  McChord  of 
i  lie  Commission  and  with  the  President  and  Secretary  Hoover 
last  week,  were  on  hand  to  convey  to  the  meeting  the  impres- 
sions they  had  received  at  these  conferences.  As  the  meeting 
opened  it  seemed  fairly  certain  that  there  would  be  no  action 
taken  for  a  general  reduction  in  rates  unless  it  were  coupled 
with  a  demand  for  further  reductions  in  railroad  wages.  The 
executives  feel  that  to  make  any  material  cut  in  rates  before 
something  is  done  to  lower  operating  costs  wouid  be  a  hardship 
that  might  lead  to  serious  consequences.  It  is  expected,  there- 
fore, that  the  meeting  will  either  ask  for  an  immediate  cut  in 
wages  to  be  followed  by  a  corresponding  reduction  in  freight 
rates  or  that  the  executives  will  propose  some  plan  for  making 
the  two  reductions — in  appropriate  ratio — effective  at  the  same 
time. 

Another  thing  that  seemed  certain  as  the  discussion  started 
was  that  whatever  action  the  executives  might  initiate  would  be 
through  approved  channels;  that  is,  that  a  move  toward  further 
wage  reduction  would  be  inaugurated  through  the  Labor  Board 
and  that  the  Commission  would  be  called  on  to  aid  in  deciding 
on  just  and  proper  rate  reductions.  Of  course,  it  is  not  improb- 
able that  the  executives  will  have  something  to  say,  in  a  critical 
way,  about  the  board.  But  it  is  npt  expected  that  they  will  join 
in  the  growing  chorus  demanding  its  abolition.  The  same  kind 
of  a  qualification  must  be  made  to  the  inference  regarding  a 
possible  rate  reduction.  Although,  as  has  been  said,  it  is  con- 
sidered improbable  that  a  categorical  general  reduction,  per- 
centage or  otherwise,  will  result  from  the  meeting,  it  is  quite 
possible  that  a  reduction  in  some  of  the  basic  commodities  will 
be  announced.  The  ones  oftenest  mentioned  in  this  connec- 
tion are  grain  and  grain  products,  which  are  now  before  the 
Commission  and  upon  which  some  of  the  executives  anticipate 
an  order  similar  to  that  in  the  recent  live  stock  case. 

Indications  were  that  there  would  be  little  disagreement 
among  the  executives.  This  is  shown  by  the  fact  that'  in  spite 
of  the  weighty  problems  to  be  discussed,  the  prevailing  impres- 
sion was  that  the  meeting  would  be  of  only  one  day's  duration. 
It  will  be  remembered  that,  when  the  labor  committee  of  the 
association  first  proposed  the  immediate  abrogation  of  the  na- 
tional agreements  and  a  cut  in  wages,  early  in  February  of 
this  year,  it  took  three  days'  deliberation  to  decide  on  a  course 
of  action.  As  compared  with  then,  it  is  said  that  the  execu- 
tives' opinions  coincide  remarkably  on  the  important  problems 
of  today. 


(From  The  Traffic  World  Washington  News  Bureau) 

The  railroad  executives,  while  in  Washington  the  last  two 
days  of  last  week,  were  pointedly  advised  by  President  Harding, 
Chairman  McChord,  of  the  Commission,  and  Herbert  Hoover, 
Secretary  of  Commerce,  that  the  public  expects  them  to  reduce 
rates  and  that  they  must  give  heed  to  public  sentiment,  regard- 
less of  whether  it  is  right  or  wrong,  because  the  public  for  six 
years  has  been  willing  to  give  them  increases  in  rates  almost 
without  question. 

Although  neither  the  government  officials  involved  nor  the 
railroad  executives  have  publicly  made  so  broad  an  admission, 
it  is  a  fact  that  the  officials  used  pointed  language.  The  rail- 
road men  were  advised  that  they  had  better  make  reductions  in 
rates  on  live  stock,,  grain  and  grain  products,  fruits  and  vegeta- 
bles, and  lumber,  greater  than  those  they  have  made  on  some 
of  these  commodities.  They  were  advised  that  the  public  could 
not  be  expected  to  give  its  approval  to  talk  of  wage  reductions 
unless  there  were  also  reductions  on  the  heavy  loading  com- 
modities. 

Coal  and  oil  were  not  mentioned  in  the  list  of  things  on 
which  the  public  expects  reductions. 

Chairman  McChord  and  T.  DeWitt  Cuyler,  chairman  of  the 
Association  of  Railway  Executives,  admitted  that  rates  were 
under  discussion.  Chairman  McChord  said  there  had  been  a  full, 
free,  frank  and  friendly  discussion  of  the  subject.  He  did  not 
say  on  what  basis  the  discussion  was  placed.  It  is  the  belief, 
based  on  the  chairman's  known  attitude,  that  it  was  on  the  basis 
that  the  public  has  rendered  a  verdict  on  the  subject  and  that 
it  is  incumbent  on  the  railroads  so  to  arrange  matters  that  the 
public  will  not  have  to  enter  a  judgment  either  through  the 
Commission  or  by  resolution  of  Congress. 

The  Commission  has  before  it  the  grain  rate  case  initiated  by 
the  Kansas  state  commission.  It  is  not  doubted  that  in  it  the 
Commission  will  render  a  decision  along  the  lines  followed  by 
it  in  the  recently  decided  western  live  stock  case.  Arguments 
were  made  on  October  10  on  the  complaint  of  the  Southern 


Hardwood  Traffic  Association  case.  The  testimony  in  that  case 
was  no  nearly  like  that  in  the  grain  rate  case  that  any  decision 
in  that  matter  differing  materially  from  the  live  stock  case  would 
be  surprising. 

Mr.  Cuyler  said  President  Harding  had  asked  the  executives 
how  they  were  coming  along  with  rate  reductions.  He  said  they 
had  told  him  there  could  be  no  reductions  unless  there  were 
reductions  in  wages  and  other  things  entering  into  the  expense 
account  of  the  railroad  companies.  That  has  been  the  attitude 
of  the  railroads  generally  for  the  last  eleven  months,  or  since 
the  slump  in  business  brought  to  an  acute  issue  whether  the 
rates  allowed  in  Ex  Parte  No.  74  were  higher  than  the  traffic 
would  bear. 

An  incident  outside  of  the  circle  of  conferences  held  by  the 
executives  with  the  public  officials,  it  is  believed,  was  the  an- 
nouncement made  in  behalf  of  the  agricultural  bloc  in  the 
Senate,  made  just  about  the  hour  the  executives  were  sitting  in 
Chairman  McChord's  cfflce,  that  its  members  were  thinking  of 
holding  a  meeting  with  a  view  to  laying  out  a  program  with 
regard  to  railroad  rates  and  the  so-called  railroad  funding  bill. 
Taken  in  connection  with  the  fact  that  that  bloc  won  its  fight 
against  the  tax  revision  bill,  reported  by  the  Senate  fiinance  com- 
mittee, by  threatening  to  disregard  party  lines,  the  announce- 
ment that  the  bloc  was  thinking  of  holding  a  meeting  caused 
more  than  a  ripple  of  interest  amcng  those  who  regarded  the 
conferences  as  of  more  than  ordinary  significance.  It  was  taken 
as  meaning  that  the  members  of  the  bloc  were  planning  to  op- 
pose the  funding  bill  in  order  to  bring  about  reductions  in  rates. 

Some  of  the  executives  also  called  on  Senator  Cummins  to 
talk  over  the  subject  with  him.  He  is  not  an  avowed  member 
of  the  agricultural  bloc,  but  in  the  matter  of  lower  rates  on  farm 
products  it  is  believed  that  he  would  line  up  with  that  bloc  if 
the  bloc  made  an  issue  in  the  way  indicated.  He  said  on  his 
return  from  Iowa  recently  that  rates  must  be  reduced. 

The  only  formal  move  in  Congress  looking  toward  a  re- 
duction in  rates  is  a  joint  resolution  offered  by  Representative 
Dowell  of  Iowa.  That  resolution  directs  the  Commission  to 
readjust  rates,  charges,  classifications,  regulations  and  practices, 
for  the  transportation  of  farm  products,  and  coal,  "in  such  man- 
ner as  will,  as  nearly  as  may  be,  reduce  the  rates  in  effect  Octo- 
ber 1,  for  such  articles,  by  25  per  centum  thereof."  The  resolu- 
tion also  provides  that  any  rate  so  readjusted  by  the  Commis- 
sion shall  not  be  raised  unless  expressly  authorized  by  an  act 
of  Congress,  passed  subsequent  to  the  making  of  the  rate.  That 
would  have  the  effect  of  repealing  the  admonition  in  section 
15a  to  the  Commission  to  initiate  and  establish  rates  so  as  to 
yield  not  less  than  5.5  per  cent  on  the  value  of  property  devoted 
to  transportation  service. 

While  the  railroad  executives  gave  no  indication  as  to  their 
stand  on  the  hardly  veiled  demand  of  the  public  officials  to  re- 
duce their  rates,  other  than  the  declaration  of  Mr.  Cuyler,  it  is 
believed  they  will  give  serious  consideration  to  the  subject  at 
their  meeting  at  Chicago  October  14.  One  of  the  facts  brought 
out  in  connection  with  the  discussion  about  rates  is  that  the 
prices  of  materials  and  supplies  that  railroads  must  buy  are 
proportionately  higher  than  either  rates  or  wages  and  that  taxes 
are  195  per  cent  of  what  they  were  before  the  war.  The  class 
rates  in  the  East  are  110  per  cent  above  pre-war,  and  wages  108 
per  cent.  Taking  the  country  as  a  whole,  it  has  been  figured 
for  the  commissioners,  the  class  rates  are  about  75  per  cent 
above  the  pre-war  rates. 


CUMMINS  INVESTIGATION 

The  Traffic   World   Washington  Bursau 

The  four  train  operating  brotherhoods,  October  13,  when  the 
Senate  interstate  commerce  committee  resumed  the  hearings  on 
the  general  railroad  problem,  suspended  in  July,  indicated  that, 
in  presenting  their  views  they  would  challenge  the  accuracy  of 
figures  used  by  the  railroads  to  show  they  were  not  earning 
an  adequate  return  on  their  investment.  They  put  on  the  stand 
Prank  J.  Warne,  statistician  and  accountant,  to  make  out  their 
case  for  them.  He  was  on  for  only  a  few  minutes  when  the 
committee  adjourned  on  account  of  the  death  of  Senator  Knox. 
with  the  understanding  that  it  would  meet  again  October  IB, 
unless  sooner  called  by  Chairman  Cummins. 

Warne  said  the  operating  ratios  as  shown  by  the  railroads 
during  the  last  four  or  five  years  were  unreliable  by  reason  of 
the  inclusion  in  the  expense  accounts  of  items  not  warranted 
by  the  accounting  rules  of  the  Commission.  To  illustrate  his 
point  he  called  attention  to  the  fact  that  the  Commission  and 
the  Santa  Fe  are  arguing  about  the  inclusion  in  the  expense  ac- 
count of  items  totaling  about  $1,000,000  for  the  first  six  months 
of  1920,  which  include  two  months  of  government  control,  and 
four  months  of  guaranty  period,  which  he  said  should  not  have 
been  Included. 

Another  point  made  by  him  was  that  the  earnings  of  a  given 
railroad  or  group  of  railroads  cannot  be  determined  by  the 
figures  for  one  year;  that  the  only  way  to  get  an  accurate  idea 
would  be  to  take  groups  of  years.  He  quoted  from  reports  of 
the  Commission  and  from  arguments  of  Clifford  Thome  in  sup- 
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port  of  that  contention.  Thome  made  it  in  a  number  of  general 
advanced  rate  cases. 

Glenn  E.  Plumb,  attorney  for  the  brotherhoods  in  the  fight 
for  a  continuance  of  federal  control,  was  present,  prepared  to 
show  that  the  investment  of  the  owners  of  the  roads  is  not 
as  great  as  claimed  by  them,  or  as  great  as  the  valuation  used 
by  the  Commission  in  Ex  Parte  No.  74. 

The  appearance  of  Warne  and  Plumb,  with  the  outlines  of 
their  plans  created  the  impression  that  the  four  big  brother- 
hoods, to  buttress  their  resistance  to  efforts  by  the  railroads 
to  reduce  wages,  will  continue  their  efforts  to  show  that  the  in- 
vestment of  the  owners  of  the  railroads  is  much  less  than  the 
valuation  the  Commission  gave  the  railroads  in  Ex  Parte  No. 
74  and  that,  therefore,  they  are  earning  more  than  a  reasonable 
return  and  therefore  there  is  no  reason  for  demands  for  re- 
vision of  the  wage  rates. 


BANKERS  CONSIDER  TRANSPORTATION 

The  report  of  the  resolutions  committee  of  the  American 
Bankers'  Association,  as  adopted  at  their  convention  in  Los 
Angeles,  October  7,  recommended  the  funding  of  the  debt  of 
the  railroads  to  the  government  and  the  settlement  of  the  claims 
of  the  railroads  against  the  government  as  steps  toward  the  re- 
turn of  general  prosperity.  It  also  urged  a  reduction  in  the 
wages  of  railroad  employes  and  a  revision  of  working  agree- 
ments. 

The  bankers  believe  that  a  "comprehensive  transportation 
system"  must  include  not  only  the  railroads,  but  also  the  canals 
and  highways  and  they  recommend,  particularly,  a  canal  connect- 
ing the  Great  Lakes,  the  Ohio  and  the  Mississippi,  and  a  canal 
connecting  the  Great  Lakes  and  the  Saint  Lawrence. 

Those  parts  of  the  report  which  pertain  to  transportation  are 
as  follows: 

The  transportation  system  of  our  country  has  come  to  be  recog- 
nized as  fundamental  to  our  prosperity  and  we  urge  upon  congress  a 
prompt  settlement  of  the  claims  of  the  railroads  against  the  govern- 
ment and  the  funding  of  the  debt  of  the  railroads  to  the  government. 

We  believe  that  the  present  high  wages  of  railroad  employes  must 
be  readjusted  and  shop  work  agreements  entered  into  during  the  war 
period  must  be  revised. 

We  desire  to  express  our  belief  in  the  value  of  a  comprehensive 
transportation  system  which  will  include  not  only  the  railroads,  but 
the  canals  and  highways,  particularly  the  plan  for  a  barge  canal  con- 
necting the  Great  Lakes,  the  Ohio  and  the  Mississippi,  and  a  canal 
connecting  the  Great  Lakes  and  the  St.  Lawrence.  We  also  believe 
the  government  should  continue  its  policy  of  extending  its  aid  to  the 
states  in  the  constructing  of  highways. 

RATE  SECTION  ATTACKED 

The  Traffic   World   Washington  Bureau 

That  the  rate-making  section  of  the  transportation  act  "en- 
couraged, invited  and  authorized"  the  railroads  to  fix  "excessive 
transportation  charges,"  was  declared  in  the  Senate  by  Senator 
Trammell,  of  Florida,  in  a  speech  attacking  "Republican  effi- 
ciency." He  attacked  proposals  for  retaining  the  transportation 
taxes,  declaring  that  the  Republicans  were  not  content  "that  the 
American  people  are  bowed  down  under  the  burden  of  excessive 
freight  rates  and  passenger  rates." 

"As  illustrative  of  Republican  efficiency  and  Democratic  in- 
efficiency, about  which  we  hear  so  much  discussion,  the  present 
railroad  law,  which  permits  the  railroads  of  this  country  to  im- 
pose very  excessive  rates,  is  a  glaring  illustration,"  said  he.  "I 
have  not  heard  of  any  of  our  good  Republican  friends  standing 
up  here  and  pointing  to  that  as  one  of  the  monumental  successes! 
and  achievements  of  the  Republican  administration. 

"Yet  under  that  legislation  the  Congress,  dominated  by  an 
overwhelming  Republican  majority  in  both  branches,  has  per- 
mitted the  railroads  to  impose  freight  rates  that  have  in  many 
instances  paralyzed  business  enterprise,  almost  destroyed  com- 
munities, almost  destroyed  industries  in  particular  localities 
of  the  country.  In  my  state,  acting  under  this  piece  of  legisla- 
tion, the  railroads  increased  the  transportation  charges  67  per 
cent  upon  perishable  products — citrous  fruits,  vegetables,  and 
other  farm  products.  The  result  has  been  that  the  transporta- 
tion charges  are  in  excess  of  what  the  industries  will  stand  if 
the  grower  and  the  producer  is  to  have  left  any  of  the  proceed!! 
of  his  labor  and  the  investment  of  his  capital. 

"Yet  we  have  not  heard  of  any  of  our  Republican  friends, 
with  their  Republican  efficiency,  coming  before  the  Senate  or  tin; 
House  and  proposing  a  measure  of  relief  to  the  American  people 
who  are  suffering,  and  suffering  solely,  under  excess  railroad 
transportation  charges.  We  have,  however,  witnessed  our  Re- 
publican friends  in  their  control  of  both,  branches  of  Congress 
following  up  their  solicitude  for  the  great  wealth  of  the  coun- 
try, proposing  legislation  for  the  relief  of  the  railroads,  and 
when  they  do  it  they  say  that  it  is  in  the  interest  of  the  people. 

"I  say  that  the  people  want  more  direct  benefits.  They  do 
not  care  to  have  the  Republican  party  directing  Congress  alwayu 
seeking  to  give  them  some  benefits  through  some  invisible  source. 
They  want  a  little  direct  treatment  instead  of  an  application  oC 
the  absent  treatment  There  is  a  good  deal  of  question  about 
the  merit  of  that  absent-treatment  proposition  and  the  policy 
of  relief  through  intermediaries. 

"The  Republicans  want  to  use  the  railroads  of  the  country  as 


an  intermediary  through  which  to  bring  about  prosperity  in  the 
country.  You  Republicans  expect,  when  you  make  these  contri- 
butions in  the  way  of  loans  or  advances,  however  they  may  be 
made,  to  raise  the  money  by  taxation  and  not  from  excess- 
profits  taxes,  not  upon  those  who,  with  their  swollen  fortunes, 
are  receiving  more  than  $66,000  per  annum,  but  you  expect  to 
spread  it  put  in  the  way  of  transportation  charges,  you  expect 
to  spread  it  out  in  your  tax  upon  incomes  of  the  men  who  make 
less  than  $66,000  net  per  annum.  That  is  the  way  you  expect 
to  assist  the  railroads  of  the  country." 


IMPLEMENT  MEN  WANT  REDUCTION 

Declaring  that  the  present  level  of  freight  rates  is  the  most 
serious  obstacle  to  the  re-establishment  of  normal  business  con- 
ditions, the  National  Implement  and  Vehicle  Association,  in 
convention  in  Chicago,  October  12,  adopted  a  resolution  urging 
the  passage  of  the  railroad  funding  bill  and  the  abolition  of  the 
Labor  Board  as  steps  necessary  in  order  to  make  reductions  in 
rates  possible.  The  repeal  of  the  Adamson  law  was  also  rec- 
ommended, and  agricultural  organizations  were  invited  to  join 
in  the  movement  for  lower  rates  and  lower  operating  costs. 
The  resolution  was  as  follows: 

Whereas,  The  members  of  the  National  Implement  and  Vehicle 
Association,  assembled  in  convention  at  Chicago,  111.,  October  12,  1921, 
believe  that  the  present  high  freight  rates  are  a  deterrent  to  business 
and  form  the  most  serious  obstacle  to  the  re-establishment  of  normal 
business  conditions;  and 

Whereas,  It  is  the  sense  of  these  members  that  no  substantial 
reductions  in  rates  can  be  made  by  the  railroads  unless  operating 
costs  are  reduced:  Now  be  it  therefore 

Resolved,  That  there  be  immedately  made  a  reduction  in  freight 
rates,  and  that  to  accomplish  this  the  Esch-Cummins  law  be  amended 
and  such  other  legislation  be  passed  as  is  necessary  to  abolish  the 
Railroad  Labor  Board  and  all  other  existing  national  labor  adjustment 
boards,  leaving  the  railroads  free  to  negotiate  wage  and  employment 
agreements  direct  with  their  own  employes,  unhampered  by  legislative 
regulations,  to  the  end  that  the  expense  of  railroad  operation,  particu- 
larly that  involved  in  the  labor  cost  of  transportation,  can  be  reduced 
to  a  proper  relative  basis  with  that  of  other  industry;  and  be  it 
further 

Resolved,  That  we  recommend  the  passage  of  the  present  bill 
pending  in  Congress,  permitting  the  railroads  to  fund  their  indebted- 
ness to  the  federal  government,  thus  making  immediately  available 
hundreds  of  millions  of  dollars  that  should  be  used  in  needed  repairs 
and  the  purchase  of  additional  equipment;  and  be  it  further 

Resolved,  That  we  recommend  the  repeal  of  the  Adamson  act 
and  the  elimination  of  such  state  legislative  enactments  as  the  full- 
crew  bill,  which  have  continuously  added  to  the  expense  of  rail- 
roading and  influenced  higher  freight  rates;  and  be  it  further 

Resolved,  That  the  American  Farm  Bureau  Federation,  the 
National  Grange  and  other  farmers'  organizations  be  appealed  to  to 
join  in  the  effort  to  secure  these  legislative  reforms  so  necessary  to 
the  re-establishment  of  the  normal  purchasing  power  of  the  American 
farmer's  dollar;  and  be  it  further 

Resolved,  That  the  president  of  this  association  be  authorized  to 
transmit  this  resolution  to  the  President  of  the  United  States,  the 
Secretary  of  Commerce  and  the  chairman  of  the  Interstate  Commerce 
Commission. 


AUGUST  RAILWAY  REVENUE 

The  Traffic   World   Washington  Bureau 

The  Association  of  Railway  Executives,  October  10,  issued 
the  following  on  August  earnings: 

"That  the  railroads  of  the  United  States  were  able  in  August 
to  realize  net  earning  as  opposed  to  the  deficit  of  one  year  ago 
was  at  the  expense  of  the  maintenance  of  their  properties,  was 
shown  by  complete  returns  of  the  carriers'  earnings  just  filed 
by  the  railroads  of  the  country  with  the  Interstate  Commerce 
Commission. 

"These  show  that  the  railroads,  in  August  this  year,  ex- 
pended only  approximately  $182,000,000  for  maintenance  pur- 
poses, which  was  a  reduction  of  $151,000,000,  or  45.3  per  cent, 
compared  with  expenditures  for  that  purpose  made  in  August, 
1920. 

"Mainly  by  virtue  of  this  reduction,  which  represents  in 
large  measure  the  failure  to  expend  money  which  must  later 
be  put  into  the  property,  the  railroads  were 'able  in  August  this 
year  to  show  a  net  operating  income  of  $90,200,000.  Had  they 
expended  the  same  amount  for  maintenance  during  that  month 
that  they  spent  for  the  same  purpose  in  August,  1920,  they 
would  have  had  this  August  an  operating  deficit  of  $60,800,000. 

"The  compilations  are  based  on  reports  from  201  roads  hav- 
ing a  total  mileage  of  235,171  miles. 

"Tabulations  show  that  thirteen  railroads  in  the  eastern, 
twelve  in  the  southern,  and  thirteen  in  the  western  district, 
a  total  of  thirty-eight,  had  operating  deficits  in  August,  compared 
with  fifty-six  in  July  and  seventy-two  in  June. 

"Total  operating  revenues  for  the  railroads  of  the  country 
amounted  to  $505,099,000  in  August,  or  8.9  per  cent  less  than 
they  were  during  the  same  month  last  year,  while  operating 
expenses  amounted  to  $381,938,000,  or  a  decrease  of  43.9  per 
cent,  compared  with  the  same  previous  month.  The  net  oper- 
ating income  of  $90,200,000  compares  with  an  operating  deficit 
of  $158,539,000  in  August,  1920. 

"The  wage  reduction  effective  on  July  1,  1921,  is  partly 
responsible  for  the  reduction  in  operating  expenses,  and  the 
decrease  also  reflects  many  economies  which  the  carriers  have 
placed  in  effect.  It  also  reflects  the  smaller  transportation  costs 
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due  to  the  reduced  volume  of  traffic.  Incomplete  reports  show 
that  the  volume  of  traffic  handled  by  the  railroads  In  August 
was  approximately  29.5  per  cent  less  than  It  was  during  the 
same  month  In  1920. 

"Tabulation  of  the  reports  filed  with  the  Interstate  Com- 
merce Commission  show  that  the  carriers  in  the  western  dis- 
trict expended  approximately  170,000,000  for  maintenance  pur- 
poses during  the  month,  compared  with  $143,000,000  In  August, 
1920,  or  a  reduction  of  50.7  per  cent.  Those  in  the  eastern  dis- 
trict were  next  in  the  curtailment  of  such  expenditures,  $83,- 
000,000  having  been  spent  for  that  purpose  during  the  month, 
compared  with  $145,000,000  in  August  one  year  ago,  or  a  reduc- 
tion of  43.1  per  cent.  In  the  southern  district,  maintenance 
expenditures  totaled  $29,000,000,  compared  with  $45,000,000  in 
August,  1920,  or  a  reduction  of  35.7  per  cent. 

"Complete  reports  for  the  railroads  in  the  eastern  district 
show  that  their  operating  revenues  in  August  amounted  to 
1222,449,000,  which  was  a  reduction  of  11.7  per  cent,  compared 
with  those  during  the  same  month  one  year  ago,  while  their 
operating  expenses  were  $176,484,000,  or  a'  reduction  of  44.1 
per  cent,  compared  with  that  month  in  1920.  Their  net  oper- 
ating income  was  $32,244,000,  compared  with  an  operating  deficit 
during  that  month  last  year  of  $78,398,000. 

"In  the  southern  district  complete  reports  showed  total 
operating  revenues  to  be  $71,699,000,  or  14.1  per  cent  less  than 
in  August,  1920,  while  operating  expenses  totaled  $60,673,000,  or 
a  reduction  of  35.6  per  cent,  compared  with  the  same  previous 
month.  The  net  operating  income  of  the  southern  roads  was 
$7,461,000,  compared  with  an  operating  deficit  of  $13,175,000  in 
August  last  year. 

"With  the  Duluth,  South  Shore  &  Atlantic  Railroad  missing, 
reports  from  the  western  district  showed  total  operating  reve- 
nues to  be  $210,951,000,  or  3.7  per  cent  less  than  during  August 
last  year,  while  operating  expenses  totaled  $144,781,000,  or  a 
reduction  of  46.6  per  cent  compared  with  those  during  the  same 
month  one  year  ago.  This  reduction  in  expenses,  incidentally, 
was  the  largest  for  any  districts  and  would  indicate  the  extent 
to  which  the  carriers  in  that  part  of  the  country  have  gone  in 
reducing  maintenance  and  other  expenditures  to  meet  reduced 
revenues,  resulting  from  the  slump  in  traffic.  The  net  operat- 
ing income  of  western  roads  amounted  to  $50,495,000,  compared 
with  an  operating  deficit  of  $66,966,000  in  August,  1920. 

"For  the  eight  months  extending  from  January  1  to  Sep- 
tember 1,  1921,  the  net  operating  income  of  the  railroads  of 
the  United  States  was  $303,752,000,  or  at  the  annual  rate  of  net 
earnings  return  of  only  2.6  per  cent  upon  the  money  invested 
in  its  railroad  properties,  as  fixed  by  the  Interstate  Commerce 
Commission." 


FUTURE  RAILROAD  FINANCING 

Th€   Traffic    World    Washington   Bureau 

In  the  ten  years  ending  with  1930,  including  the  current 
year,  class  I  roads  of  the  country,  according  to  a  compilation 
made  by  the  Bureau  of  Railway  Economics,  will  have  to  make 
arrangements  to  meet  maturing  obligations,  now  outstanding, 
amounting  to  $2,378,741,021.  That  does  not  mean,  of  course, 
that  that  will  be  the  amount.  It  is  a  moral  certainty  that  it  will 
be  much  larger  than  that  sum  because  there  are  not  more  than 
half  a  dozen  railroads  in  the  country  now  the  earnings  of  which 
are  sufficient  to  enable  them  to  finance  new  capital  requirements 
from  surplus.  They  are  not  laying  aside  enough  surplus  to 
more  than  pay  the  first  installment  on  new  equipment.  Only  the 
exceptionally  prosperous  ones  are  able  to  do  that  much  toward 
additions  to  capital. 

Of  mortgage  bonds  to  be  retired  in  the  decade,  the  total  is 
$832,828,498;  of  collateral  trust  bonds,  $605,468,295;  income 
bonds,  $23,435,969;  miscellaneous  obligations  $412,937,405;  and 
equipment  trust  obligations  $504,070,854. 

If  not  another  bond  or  other  evidence  of  indebtedness  were 
issued  until  1949,  the  class  I  roads  would  be  obligated,  by  the 
end  of  that  year,  to  find  ways  for  retiring  $9,801,842,947  of  matur- 
ing funded  debt.  Of  that  total  by  far  the  greatest  part  is  repre- 
sented by  mortgage  bonds.  They  total  $6,973,945,932;  collateral 
trust  bonds  amount  to  $892,398,295;  income  bonds  $309,622,345; 
miscellaneous  obligations  $643,847,898  and  equipment  trusts, 
$643,847,729. 


COMMON  CARRIER  STATISTICS 

The  Commission  has  issued  a  preliminary  abstract  of  statis- 
tics of  common  carriers  for  the  year  ended  December  31,  1920. 
The  complete  volume  is  now  in  press.  The  abstract  covers  two 
months  of  federal  operation,  six  months  of  private  operation 
under  federal  guaranty,  and  four  months  of  private  operation 
without  guaranty.  The  income  account,  therefore,  is  more  com- 
plicated than  in  any  previous  annual  report  of  railroad  statistics. 
The  Commission,  however,  has  consolidated  the  income  account 
into  one  total,  so  that  comparisons  with  reports  for  other  years 
readily  may  be  made. 

The  general  balance  sheet  shows  an  investment  in  road  and 
equipment  of  Class  I  railroads  amounting  to  $15,665,742,642,  of 


which  $7,287.204,416  IB  In  stock  In  the  hands  of  709,795  holders. 
The  investment  in  the  Eastern  District  for  road  and  equipment 
totaled  $5.602,610,503,  of  which  $2,672.490,270  was  In  stock.  The 
investment  in  the  Southern  District  was  $2,693,024,463,  of  which 
$1,034,898,956  was  in  stock.  The  Investment  In  the  WeHtern 
District  was  $7,370,107,666,  of  which  $3,579,815,190  was  In  stock. 

The  investment  in  road  and  equipment,  Improvements  on 
leased  property,  outside  Investments,  cash,  materials  and  sup- 
plies, other  current  assets,  deferred  assets  and  unadjusted  debits 
totaled  $26,254,477,390  for  the  country  as  a  whole.  In  the  Eastern 
District  the  total  investment  was  $10,219,539,525;  Southern  Dis- 
trict $4,073,730,336,  and  in  the  Western,  $11,961,207,529. 

In  the  year  under  consideration  the  total  transportation 
revenues  was  $6,014,394,406;  in  the  Eastern  District  it  was  $2,666,- 
971,166;  in  the  Southern  District  $955,327,040,  and  in  the  Western, 
$2,393,098,200. 

The  total  railway  operating  revenue  amounted  to  $6,178,192,- 
429;  in  the  Eastern  District  it  amounted  to  $2,747,389,887;  in  the 
Southern  District,  $976,831,242,  and  in  the  Western  $2,453,921,299. 

Total  operating  expenses  for  the  country  as  a  whole  amount- 
ed to  $5,833,731,629;  Eastern  District  $2,731,867,443;  Southern 
District  $914,443,738  and  Western  $2,187,420,448. 

The  net  income  for  the  country  as  a  whole  for  the  Class  I 
roads  amounted  to  $415,621,972;  Eastern  District,  $135,177,555; 
Southern  District,  $61,285,560,  and  Western,  $219,158,857. 


RAILROAD  FUNDING  BILL 

The  Traffic   World   Washington  Bureau 

The  Senate  interstate  commerce  committee,  at  a  meeting 
October  8,  considered  the  Winslow  railroad  bill  authorizing  the 
War  Finance  Corporation  to  buy  railroad  securities  from  the 
Railroad  Administration.  The  discussion  centered  around  that 
provision  in  the  bill  which  would  bar  carriers  from  going  to  the 
courts,  after  settling  with  the  Railroad  Administration,  with 
claims  based  on  alleged  inefficiency  of  labor.  No  conclusion  was 
reached  by  the  committee  and  further  consideration  was  to  be 
given  the  bill.  There  appeared  to  be  no  doubt  but  that  the  com- 
mittee would  adopt  a  favorable  report  on  the  bill  and  urge  its 
passage.  The  committee  some  time  ago  made  a  favorable  report 
on  the  Townsend  bill,  which  is  slightly  different  from  the  Win- 
slow  bill. 

Threats  of  the  "agricultural  bloc"  against  the  railroad  bill 
have  been  made  again.  This  time  the  threat  is  that  the  "bloc" 
will  never  agree  to  passage  of  the  measure  unless  some  definite 
action  is  taken  assuring  a  reduction  in  freight  rates. 


BUSINESS  AND  THE  RAILWAYS 

"Organized  Business  and  the  Railways"  is  the  title  of  a 
leaflet  sent  to  members  of  the  Railway  Business  Association  by 
President  Alba  B.  Johnson.  Its  text  is  a  letter  to  President 
Joseph  H.  Defrees  of  the  Chamber  of  Commerce  of  the  United 
States.  It  was  authorized  by  the  association's  general  executive 
committee.  In  a  message  to  members,  President  Johnson  says: 

Members  of  the  Railway  Business  Association  are  here  equipped 
with  the  text  of  our  letter  to  President  Defrees  in  order  to  facilitate 
their  co-operation  with  the  Chamber  of  Commerce  of  the  United 
States  in  any  activities  which  it  may  conduct  or  propose.  The  Cham- 
ber has  recently  improved  its  facilities  by  a  reorganization  into  de- 
partments, two  of  which  are  those  of  transportation  and  communica- 
tion and  resolutions  and  referenda.  We  hope  to  make  responsive  im- 
provement in  performing  our  responsibilities  as  a  chamber  member 
in  a  special  field. 

The  letter  to  Mr.  Defrees  follows: 

The  Railway  Business  Association,  a  member  organization,  invites 
the  attention  of  the  chamber  to  some  considerations  involved  in  cur- 
rent tendencies  and  problems.  Our  scope  is  adequacy  and  progress  in 
railway  facilities  and  in  service  through  fostering  railway  purchasing 
power. 

The  aim  which  we  have  in  view  Is  expressed  in  utterances  of  the 
chamber  as  follows: 

RULE    OF    RATE    MAKING 

Referendum  No.  28.  1919:  "The  committee  recommends  a  statu- 
tory rule  providing  that  rates  in  each  traffic  section  shall  yield  an 
adequate  return  on  a  fair  value  of  the  property  as  determined  by 
public  authority." 

REHABILITATION  PARAMOUNT. 

Resolution,  1920:  "Rehabilitation  of  railroads  Is  of  predominant 
importance  in  the  period  of  readjustment.  .  .  .  Each  member  of 
the  community  is  urged  to  consider  the  value  to  him  of  adequate  and 
efficient  railroad  transportation." 

SAFETY,  ADEQUACY.  GROWTH. 

Resolution,  1921:  "Safe  and  adequate  rail  transportation,  at  the 
lowest  rates  consistent  with  fair  wages  to  employes  and  with  Just 
returns  to  the  owners  and  also  sufficient  to  Insure  constant  growth 
and  improvement  in  facilities,  is  essential  to  the  upbuilding  of  the 
nation." 

REHABILITATION  LAGS. 

Congress  in  1920  enacted  a  rule  of  rate-making  designed  to  yield 
an  adequate  return.  The  Interstate  Commerce  Comlsslon  adjusted 
rates  accordingly.  Yet  rehabilitation  of  railroads  has  had  no  sub- 
stantial beginning.  This  Is  a  lean  traffic  year,  due  primarily  and 
chiefly  to  world-wide  exhaustion  of  capital  and  consequent  interrup- 
tion to  Investment  in  plant  for  production  and  trade.  In  such  a  year 
Impairment  of  railway  facilities  could  only  be  made  good  from  accumu- 
lated Income  or  resort  to  credit.  On  both  these  our  railways  have  for 
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many  years  been  skimped.  A  limited  railway  .  purchasing  power 
remains  as  an  available  potentiality  for  stimulation  of  general  busi- 
ness and  preparation  for  expected  tonnage.  It  is  in  the  national 
interest  future  and  immediate  that  this  means  of  business  revival 
should  be  fostered.  The  obstacles  are  unnecessary  aggravation  of  the 
drain  upon  railway  resources  and  unjustifiable  exhaustion  of  whatever 
earnings  current  volume  of  tonnage  affords. 

PRESSURE  UPON  THE  COMMISSION. 

The  Interstate  Commerce  Commission  for  a  year  has  been  cor- 
recting rates  when  shown  to  be  out  of  line  or  unjustifiably  prohibitive. 
While  thus  engaged  the  Commission,  charged  by  statute  with  the 
maintenance  of  a  rate  level  sufficient  for  adequate  railway  income, 
finds  itself  the  object  of  agitation  and  pressure  from  groups  of  ship- 
pers and  from  executive  and  legislative  officers  of  the  federal  govern- 
ment It  is  urged  to  make  in  special  cases  reductions  against  the 
judgment  of  the  railways  and  the  judgment  of  the  Commission, 
though  usually  where  reluctantly  granted  these  have  resulted  in  little 
or  no  tonnage  movement,  so  that  when  responsive  to  changed  eco- 
nomic conditions  traffic  is  resumed  the  railways  will  have  smaller  gross 
earnings  from  it.  The  great  body  of  industrial  shippers  and  many 
agricultural  shippers  have  abstained  from  such  demands.  They  have 
adhered  to  the  position  that  future  efficiency  of  service  precluded  a 
present  general  reduction  in  rates  without  a  reduction  in  railway 
operating  cost. 

*Z~4£  BREAKDOWN  OF 


PROPOSALS  FOR  ACTION. 

We  believe  that  the  Chamber  of  Commerce  of  the  United  States 
can  render  effective  service  in  the  direction  of  bringing  to  actuality 
the  general  principles  set  forth  in  its  referendum  and  convention 
utterances.  We  suggest  specific  procedure: 

I.  Reafflrmation   of   the   chamber   principles,    above   quoted,   with 
adaptation  to  current  events,  either  through  a  referendum  or  through  a 
special  meeting. 

II.  Establishment   of   continuous   interchange   of  information   and 
comment    between    the    chamber   headquarters    and    the    organization 
members,  with  a  view  to  keeping  fresh  in  business  men's  minds  first 
— rehabilitation  as  the  chief  national  aim  respecting  railways  and  sec- 
ond— detailed  estimates   as   the   sole   warrantable   basis   of   judgments 
regarding  requisite  net  income  and  the  rates  calculated  to  produce  it. 

III.  Application  of  organized  energy  to  the  task  of  (a)  preserving 
the    Interstate    Commerce    Commission    as    a    quasi-judicial    tribunal 
responsible    for   the    general   financial   results   of   its    rate    policy;    (b) 
bringing  down  railway  labor  costs  as  a  requisite  to  general  reduction 
of  railway  rates. 


One  result  is  a  growing  resentment  among  the  many  shippers 
against  the  few.  • 

Another  result  is  that  the  Commission,  in  its  quality  of  a  court 
dispensing  justice,  is  assailed  by  the  danger  of  demoralization.  Its 
process  of  rate-regulation  has  taken  three  decades  to  develop.  Many 
have  regarded  that  process  as  the  most  hopeful  American  augury  for 
the  success  of  representative  government.  This  process  is  threatened 
with  break- down. 

Indifference  or  hostility  to  the  sanction  of  railway  income  designed 
to  pioviae  an  effective  transportation  system  for  the  next  period  of 
industrial  activity  is  wide-spread.  It  is  shown  in  agitation  for  the 
repeal  of  the  rule  of  rate-making,  an  agitation  in  which  many  of  the 
participants  are  individual  members  of  the  Chamber  of  Commerce 
of  the  United  States  or  of  its  constituent  bodies.  Correspondence  and 
conversation  disclose  that  great  numbers  of  business  men  occupying 
influential  positions  habitually  let  slip  from  their  minds  the  main 
permanent  object  of  railway  regulation  as  defined  in  the  legislation 
of  1920,  and  making  no  computation  as  to  the  total  effect  upon  rail- 
way income  or  railway  preparation  for  service  to  the  public,  lend 
their  weight  to  the  movement  for  promiscuous  or  general  rate  re- 
ductions. 

HOW  INCOME  NEEDS  ARE  COMPUTED. 

Appraisal  of  railway  income  to  test  its  adequacy  is  the  work  of 
specialists.  Others  usually  have  not  the  background,  the  means  of 
information,  the  practice  or  the  sense  of  responsibility  for  total  results. 
Their  judgments  are  necessarily  hasty  and  untrustworthy.  Laymen, 
whether  snippers  or  other  citizens,  would  tend  to  give  greater  respect 
to  the  judgments  of  the  Interstate  Commerce  commission  if  from 
time  to  time  they  were  reminded  in  detail  of  the  process  which  the 
Commission  must  pursue  in  order  to  reach-  responsible  decisions. 
Three  phases  may  be  considered: 

Reasons  Why  Rate  Regulation  Should  Aim  at  a  Specified  Rate  of 
Railway  Net  Income  Upon  the  Value  of  the  Property. — The  country 
sumciently  well  grasped  this  conception  to  convince  Congress  it  was 
the  national  purpose  to  enact  such  a  rule.  This  consensus,  however, 
was  not  unanimous  and  it  is  essential  constantly  to  reiterate  (a)  that 
a  railroad  differs  from  other  enterprises  in  being  subject  to  regulation 
which  determines  its  revenue  and  its  operating  cost,  (b)  that  national 
growth  cannot  proceed  without  railroad  growth  and  new  investment 
in  railway  facilities,  and  (c)  that  net  income  must  in  the  public  inter- 
est be  at  a  rate  which  will  attract  capital  for  additions  and  better- 
ments. 

Recognition  that  the  Desired  Rate  of  Return  Is  Being  Earned 
When  It  Is.— What  is  6  per  cent?  If,  as  is  contrary  to  fact,  the  rail- 
roads in  any  month  so  far  in  1921  enjoyed  a  net  income  equal  to  that 
month's  quota  of  an  annual  6  per  cent  rate,  would  that  mean  that 
they  were  earning  6  per  cent?  Ihat  is,  can  the  Commission  disregard 
the  margins  by  which  the  roads  in  the  preceding  months  of  the  year 
have  failed  to  earn  6  per  cent  or  such  margins  possible  in  the  remain- 
ing months?  If  in  a  year  of  large  tonnage  the  net  income  for  the 
whole  year  is  6  per  cent  can  the  Commission  ignore  lean  years  pre- 
ceding and  possibly  impending?  It  is  to  be  expected  that  the  Com- 
mission, in  a  reasonable  time,  will  make  known  with  exactness  its 
policy  in  this  respect,  possibly  modified  by  court  decisions.  Citizens 
will  then  require  to  be  kept  vividly  conscious  of  this  element  in 
determining  the  adequacy  of  current  railway  earnings. 

Adjustment  of  Rate  Levels  to  Yield  the  Amount  of  Net  Income 
Aimed  At. — One  of  the  commonest  remarks  in  the  course  of  recent 
railway  rate  discussions  has  been  that  the  railway  managers  as  well 
as  the  Commission  were  in  error  in  doubting  that  lower  rates  would 
increase  net  income.  This  is  a  technical  problem.  The  judgment  of 
the  railroad  officers  and  of  the  Commission  is  based  upon  many  years 
of  experimental  rate-making  in  which  they  have  had  the  co-operation 
of  shippers  stressing  commercial  necessities  and  opportunities.  Every' 
man  should  have  his  day  in  court  but  it  Is  essential  to  safety  that 
shippers  and  others  avoid  public  expression  of  positive  conclusions 
reached  an  announced  without  participation  in  conference  with  those 
whose  occupation  it  is  to  judge  such  matters  in  the  light  of  history. 

LABOR  COST. 

As  a  legacy  of  war  we  have  the  present  level  of  railway  labor 
cost.  This  is  so  high  that  so  long  as  it  stands  no  volume  of  tonnage 
which  the  railways  can  soon  equip  themselves  to  carry  would  probably 
produce  during  the  busiest  year  the  net  income  indicated  by  Congress 
as  needed  in  the  average  year.  Many  question  whether  any  such 
maximum  tonnage  would  move  under  the  present  freight  rates. 
There  is  little  present  prospect  that  public  acquiescence  in  existing 
freight  rates  will  be  sufficient  to  give  investors  an  impression  of  rate 
stability. 

Standing  in  the  way  of  reductions  in  labor  cost  as  a  companion 
measure  to  general  rate  reductions  is  (a)  the  rigidity  of  working  regu- 
lations made  effective  during  government  control,  (b)  the  difficulty 
and  delay  in  persuading  the  Labor  Board  to  approve  modifications  in 
the  rules  and  cuts  in  wages.  (o  the  attitude  of  organized  labor  in 
demanding  that  labor  shall  retain  all  that  it  gained  through  the  war, 
(d)  concurrence  in  this  or  apathy  toward  it  by  a  large  pait  of  the  gen- 
eral public,  and,  (e)  the  refusal  of  the  Labor  Board  to  hear  representa- 
tives of  the  public,  as  well  as,  (f)  the  division  of  responsibility  between 
the  Labor  Board  and  the  Interstate  Commerce  Commission. 

Some  business  organizations  and  individual  business  men  have 
been  discussing  the  necessity  for  reduction  in  railway  labor  cost  but 
thus  far  their  efforts  have  lacked  unity  and  widespread  support  from 
bodies  and  men  not  ordinarily  active  in  discussing  labor  problems. 


MAKING  OF  FREIGHT  RATES 

J.  C.  Field,  manager  of  the  traffic  department  of  the  Elmira, 
N.  Y.,  Chamber  of  Commerce,  has  written  the  following  to  the 
members  of  the  Interstate  Commerce  Commission: 

"The  careful  consideration  by  each  member  of  your  Com- 
mission is  respectfully  urged  to  the  following  constructive  criti- 
cism and  suggestions  with  reference  to  the  present  rate  situa- 
tion. 

"Your  attention  is  first  directed  to  the  fact  that,  in  the 
eastern  part  of  the  United  States,  rates  have  been  advanced  in 
the  last  few  years  by  percentage  increases  of  5  per  cent,  15  per 
cent,  25  per  cent  and  40  per  cent,  equalling  flat  increase  of  112 
per  cent;  that  the  two  last  increases,  25  per  cent  in  June  25, 
1918,  and  from  25  per  cent  to  40  per  cent  in  August  26,  1920, 
were  applied  to  the  whole  country. 

"It  is  our  desire  to  prove  the  fallacy  of  increasing  freight 
rates  by  a  general  percentage  advance  which  method  gives  a 
monetary  increase  over  the  old  rates  of  an  increasing  high 
amount  as  the  rates  originally  were  higher,  thus  placing  the 
heaviest  burden  or  increase  upon  the  highest  rates  and  which 
are  least  able  to  bear  the  advancement. 

"Such  method  of  rate  advance  adds  to  the  burden  of  the 
higher  rates  at  an  increasing  ratio  of  .100  per  cent  for  each  addi- 
tional lOc  of  rate  or,  500  per  cent  more  advance  on  the  50c  rate 
than  on  the  lOc  rate;  1,000  per  cent  more  on  the  $1.00  rate  and 
2,000  per  cent  greater  increase  on  the  $2.00  rate  than  the  in- 
crease made  on  the  lOc  rate;  4,000  per  cent  more  on  the  $2.00 
rate  than  on  the  5c  rate — a  spread  of  1,000  per  cent  on  each 
$1.00,  or  100  per  cent  spread  on  each  lOc  of  rate. 

"To  illustrate:  The  25  per  cent  advance  in  1918  and  5SVs 
per  cent  in  1920  equals  flat  increase  of  66%  per  cent  or  a  mone- 
tary increase  of: 

6%c  to  rate  of       lOc. 

13c  to  rate  of  20c=  200%  over  the  increase  011  rates  of  lOc. 
20c  to  rate  of  30c=  300%  over  the  increase  on  rates  of  lOc. 
53c  to  rate  of  80c=  800%  over  the  increase  on  rates  of  lOc. 
66%c  to  rate  of  $1.00  =1.000%  over  the  increase  on  rates  of  lOc. 
$1.33  to  rate  of  $2.00  =2,000%  over  the  increase  on  rates  of  lOc. 

"Taking  lumber  as  a  basic  commodity  which  is  shipped  vary- 
ing distances.  This  blanket  percentage  advancement  of  rates 
adds  to  the  already  nearly  prohibitive  rate  of  $2.00,  an  increase 
of  $1.33  making  the  rate  $3.33  as  compared  with  the  6%c  in- 
crease on  the  short  haul  rate  of  lOc.  Such  short  haul  could 
better  afford  to  pay  an  increase  of  100  per  cent  than  the  long 
haul  pay  5  per  cent,  yet  the  actual  monetary  increase  of  5  per 
cent  on  $2.00  and  100  per  cent  on  lOc  would  be  the  same,  or 
exactly  lOc. 

"Generally,  the  lowest  rates  could  stand  the  highest  percent 
of  increase.  Under  a  high  flat  percentage  increase  of  rates,  that 
commodity  which  moves  long  distances  at  high  freight  rates  in 
competition  with  goods  moving  comparatively  short  distances 
must  quit  such  market. 

"Advancing  freight  rates  by  flat  percentage  basis  reacts  as 
follows: 

(a)  Centralizes  and  restricts  business  to  narrower  limits  or  terri- 
tory due  to  the  unfair  advantage  granted  the  shorter  haul. 

(b)  Strangles  competition  in  that  already  high  rates  paid  on  the 
longer  hauls  are   increased  out  of  proportion   to   the   rates   for   short 
hauls. 

(c)  Destroys  long  distance  trade. 

(d)  Places   the   largest   monetary   increase   on    the    highest   rates. 
The  opposite  method  whereby  the  short  haul  with  low  rates  bear  the 
heaviest  advance  would  be  the  logical  method  for  protection  of  busi- 
ness by  retaining  and  even  aiding  competition. 

"In  view  of  the  serious  conditions  now  existing  it  is  incum- 
bent that  remedial  action  be  taken  where  possible;  believing 
that  readjustment  of  the  rate  situation  will  greatly  aid  toward 
the  improvement  of  business,  it  is  felt  that  immediate  investiga- 
tion and  action  should  be  taken  by  your  Commission  to  at  once 
bring  about  an  adjustment  of  rates  to  a  more  equitable  basis. 
In  arranging  this  adjustment  it  is  suggested  that  all  rates  be 
figuratively  restored  to  the  basis  prior  to  their  percentage  in- 
crease and  then  advanced  in  proportion  of  the  greatest  increase 
to  the  lowest  scale  of  rates,  and,  that  the  relationship  between 
the  classes  be  retained,  that  the  manner  of  increase  be  made 
somewhat  as  follows: 
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"Where  the  first-class  rates  are  lOc  or  less,  increase  by  150 
cent. 

'niirr  2"r  anil  iivi-r  10o,  Increase  by  100%. 

'  :ior  .-mil  ovfi  20e,  Increase  by  75%. 

liu-  ami  ovci-       30c,  increase  by  50%. 

50c  and  ovrr        40c.  increase  by  25r/c. 

BOc  and  over       60c.  increase  by  10%. 

70c  and  over       60c,  increase  by  8%. 

MH-  .-mil  over       Tile,  increase  by  6%, 

DOc  and  over  80c.  increase  by  6%. 

I'mler  $1.00  and  over  DOc.  increase  by  4%. 

I'ndor  $2.00  and  over  $1.00.  increase  by  3%. 
$2.00  and  over,  increase  by  2%. 

"All  class  rates  to  be  Increased  by  the  same  per  cent  ap- 
plicable to  the  first  class  of  the  scale  to  which  it  belongs.  Com- 
modity rates  to  be  increased  in  the  same  proportion  as  the  class 
rale  which  would  apply  in  absence  of  such  commodity  rate. 

"In  the  earnest  hope  that  you  will  accept  this  letter  in  the 
same  spirit  as  that  in  which  it  is  written,  that  is,  with  the  sin- 
cere desire  to  render  aid  to  our  country  by  the  bringing  about 
of  better  business  conditions  and  the  consequent  re-employment 
nf  those  in  need,  we  beg  to  remain,"  etc. 


PRIMING  THF,  R ATT, ROADS 

John  G.  Lonsdale,  president  of  the  National  Bank  of  Com- 
merce, St.  Louis,  speaking  at  the  convention  of  the  American 
Bankers'  Association  in  Los  Angeles,  October  5,  compared  the 
state  of  business  today  with  the  old-fashioned  pump  that  re- 
quired priming  before  water  would  flow.  Business  can  be 
primed,  easily  and  effectively,  he  said,  by  passing  the  railroad 
funding  bill  now  before  Congress,  thus  making  available  to  the 
railroads  a  half  million  dollars,  sufficient  to  start  the  business 
of  the  country  on  the  up-grade.  This,  he  said,  is  more  impor- 
tant than  the  lowering  of  rates,  which,  he  said,  "have  little  to 
do  with  the  situation."  He  said  in  part: 

The  government's  assistance  could  in  no  wise  be  as  effectively 
and  substantially  expressed  as  in  "priming"  the  railroads  back  to 
normal  through  the  passage  of  legislative  measures,  making  available 
for  the  transportation  system  of  the  country  a  half  billion  dollars  in 
credits.  Such  action  seems  especially  feasible,  as  it  involves  merely 
the  transfer  of  financial  holdings  from  one  government  agency  to 
another,  and  does  not  necessitate  raising  additional  funds. 

While  every  industry  is  entitled  to,  and  should  get  its  share  of 
assistance,  the  most  effective  stride  toward  more  healthful  conditions 
lies  with  the  railroads.  Transportation  forms  the  artery,  feeders  and 
the  basis  for  our  commercial  life.  America's  commercial  life  can  never 
far  exceed  its  railroad  facilities. 

The  mileage,  motive  power  and  rolling  stock  of  the  railroads  are 
on  a  prewar  basis;  there  has  been  no  railroad  development  in  more 
than  five  years.  The  normal  growth  of  traffic  in  the  country  has. 
during  that  period,  been  very  rapid.  This  can  be  fairly  demonstrated 
by  figures  on  tonnage  at  the  St.  Louis  gateway.  For  the  period  of 
five  years,  ending  with  1920,  tonnage  in  and  out  of  St.  Louis  by  rail 
and  water  increased  substantially  40  per  cent;  that  is  to  say,  in  1915 
the  tonnage  was  substantially  52,000,000  tons,  and  in  1920  sub- 
stantially 72,000,000.  Obviously,  to  keep  pace  with  this  growth  of 
traffic,  carriers  should  increase  their  facilities  to  the  same  extent. 

With  the  helpfulness  of  the  so-called  transportation  act,  the 
railroads  are  in  much  better  shape  now  than  a  year  ago;  and  with 
the  kindly  interest  of  the  public,  until  the  full  effect  of  the  trans- 
portation act  can  be  brought  to  bear,  plus  governmental  extension  of 
further  credits,  the  keystone  of  American  progress,  the  great  conti- 
nental carriers,  are  on  a  fair  return  to  recovery. 

It  is  estimated  that  in  1921  railroad  earnings  will  amount  to 
$500,000,000.  or  about  3  per  cent  on  the  investment.  It  is  fully 
apparent  from  this  that  the  railroads  are  in  need  of  governmental 
"priming."  Few  investors  can  be  expected  to  hurry  their  funds  into 
the  development  of  the  transportation  system  for  a  3  per  cent  earn- 
ing; the  roads  must  be  restored  to  their  once  attractive,  though  not 
excessive,  earning  power. 

There  are  those,  in  this  connection,  who  maintain  that  the  high 
level  of  rates  is  responsible  for  the  decline  of  business.  Rates  have 
little  to  do  with  the  situation.  As  a  result  of  the  power  delegated  to 
the  Interstate  Commerce  Commission,  rates  are  now  practically  made 
by  that  body,  and  are  in  substantially  all  important  cases  the  same 
between  eriven  points,  thus  eliminating  competition  so  far  as  rates  are 
concerned.  Service,  however,  is  much  more  improved  in  developing 
and  sustaining  the  commerce  of  this  country  than  the  measure  of 
freight  rates.  Service  is  dependent  on  the  ability  of  the  carriers — a 
matter  of  more  equipment  and  development:  more  directly,  credits. 
This  the  government  is  in  a  position  to  extend. 

Aside  from  the  pivotal  position  of  the  railroads  in  our  commercial 
life,  and  the  supreme  importance  of  speeding  up  the  head  of  the 
procession  of  progress  first,  the  stimulating  of  the  railroads  to  activity 
in  replenishing  and  improving  their  facilities,  by  the  purchase  of 
material  and  supplies,  will  establish  a  cycle,  not  the  vicious  cycle  of 
war  wages  and  commodity  prices,  but  one  of  healthful  commercial 
activity.  The  placing  of  equipment  orders  means  a  quickening  in 
American  business  in  all  the  ramifications  of  the  hundreds  of  plants 
making  railroad  supplies.  When  it  is  considered  that  the  railroads 
alone  normally  consume  35  per  cent  of  the  lumber  output  of  the 
country,  the  importance  of  immediately  applying  the  "priming" 
process  to  American  railroads,  as  a  means  of  general  business  resusci- 
tation, is  only  too  apparent. 


HIGH  RAILROAD  WAGES 

"Comparisons  of  cost-of-living  figures  compiled  by  the  Na- 
tional Industrial  Conference  Board  and  the  annual  compensa- 
tion rate  of  railroad  employes  computed  by  the  Interstate  Com- 
merce Commission  show  that  railway  wages  are  well  ahead  of 
the  cost  of  living  despite  declines  in  both  during  recent  months," 
say  the  railway  executives. 

"During  the  second  quarter  this  year,  the  average  annual 
compensation  per  employe  was  $1,784.75  or  126  per  cent  greater 
than  it  was  in  1913.  Tabulations  by  the  National  Industrial  Con- 


ference Board  show  that  the  cost  of  living  in  June  this  year 
was  61.9  per  cent  greater  than  In  1913. 

"Last  January  the  Increase  In  the  cost  of  living  over  1913 
was  81.2  per  cent;  in  February  76.3  per  cent,  and  in  March  68.7 
per  cent,  while  the  average  annual  compensation  of  railroad 
employes  during  the  first  three  months  this  year  was  $1,790.95 
or  127  per  cent  more  than  In  1913. 

"Compared  with  the  pay  of  men  employed  In  outside  in- 
dustries, the  average  hourly  earnings  per  railroad  employe 
in  1920  was^67.7  cents  or  172  per  cent  more  than  in  1913,  while 
the  average"  for  the  first  quarter  in  1921  was  72.2  cents  or  190 
per  cent  greater  than  in  1913,  and  for  the  second  quarter,  71 
cents  or  185  per  cent  greater.  While  figures  are  not  available 
for  a  comparison  by  months  this  year,  the  average  rate  of  wages 
per  hour  in  1920  in  other  than  railroad  employment  was  only 
99  per  cent  greater  than  in  1913. 

"By  orders  of  the  Railroad  Labor  Board,  the  carriers  on 
July  1  put  into  effect  a  12V6  per  cent  reduction  in  wages  of  rail- 
way employes,  but  even  with  this  cut  there  continues  to  be  a 
wide  difference  between  the  increase  in  the  cost  of  living  and 
the  increase  in  the  pay  of  railroad  workers." 


LABOR  LEADERS  AND  STRIKE  VOTE 

Since  early  this  week  the  leaders  of  the  railroad  brother- 
hoods and  the  various  shop  crafts  have  been  in  Chicago  con- 
sidering the  labor  situation.  The  announced  purpose  of  the 
brotherhoods'  general  meeting  was  to  complete  and  make  public 
the  result  of  the  strike  vote  which  has  been  taken  in  their 
organizations  .since  September  1.  Although  no  secret  is  made 
of  the  fact  that  this  vote  has  been  completely  tabulated,  and 
that  it  is  overwhelmingly  against  the  pay  cut  awarded  the  rail- 
roads by  the  Labor  Board  late  in  June,  the  labor  leaders  have 
been  avoiding  any  official  declaration  in  the  matter  and  the 
actual  vote  figures  are  not  public. 

Individually,  nearly  all  of  the  chief  executives  of  the  various 
organizations  have  expressed  themselves  as  being  against  a 
strike.  B.  M.  Jewell,  president  of  the  railway  employes'  section 
of  the  A.  F.  of  L.,  explained  the  overwhelming  vote  in  favor 
of  a  strike  as  being  the  result  of  a  desire  by  the  laborers  to 
put  the  matter  into  the  hands  of  their  leaders.  "Had  they 
voted  against  a  strike  we  would  be  able  to  do  nothing,  regard- 
less of  what  might  happen.  With  a  counted  strike  vote  in  our 
hands  we  can,  if  a  supreme  emergency  arises,  use  it,"  he  said. 

W.  G.  Lee,  president  of  the  Brotherhood  of  Railway  Train- 
men, has  been  emphatic  in  his  declarations  that  there  will  be 
no  strike,  although  he  has  said  that  it  might  be  possible  for 
a  walk-out  to  take  place  on  the  lines  of  a  few  of  the  unions' 
"bitterest  enemies,"  such  as  the  Pennsylvania  system.  L.  E. 
Sheppard,  president  of  the  Order  of  Railway  Conductors,  and 
several  other  union  executives  have  also  expressed  themselves 
as  considering  a  general  strike  improbable.  The  only  one  of 
the  organizations  which  has  displayed  any  marked  belligerency 
has  been  the  Switchmen's  Union  of  North  America,  the  presi- 
dent of  which,  T.  C.  Cashen,  has  called  attention  to  the  fact  that 
his  union  has  never  voted  for  a  strike  that  it  has  not  carried 
out. 

The  general  impression  gained  by  those  who  have  been 
keeping  in  touch  with  the  situation  in  Chicago  is  that  the  labor 
leaders  could  announce  their  policy  now,  if  they  cared  to.  The 
inference  drawn  from  the  fact  that  the  vote  has  been  com- 
pletely tabulated  for  almost  a  week  and  that  the  labor  leaders 
have  remained  silent,  is  that  they  were  waiting  for  some  move- 
on  the  part  either  of  the  Labor  Board  or  of  the  railroad  execu- 
tives. The  question  of  piece  work  rules  is,  in  the  words  of 
the  labor  leaders,  .even  more  important  than  the  wage  reduction 
recently  received,  and  it  was,  therefore  .suspected  by  some 
that  their  announcement  of  final  strike  policy  would  be  de- 
ferred until  the  board's  decision  on  these  rules  was  announced. 
The  fact  that  the  board,  in  Its  decision;  October  14,  elected  to 
pass  the  solution  of  the  piece  work  problem  back  to  the  carriers 
revived  the  feeling  that  the  labor  leaders  were  waiting  for  the 
executives  to  act.  It  Is  apparent  that  the  union  leaders 
realize  that  the  railroad  workers'  prosperity  has  been  based  on 
two  factors — the  general  business  boom,  which  has  collapsed 
since  the  20  pep  cent  wage  increase  was  granted  in  July,  1920, 
and  public  opinion  and  backing.  The  first  of  these  props  has 
been  effectually  removed.  The  second  is  in  a  shaky  position 
and  would  also  fall  were  the  executives  to  take  some  action 
regarding  lower  freight  rates  at  their  Chicago  meeting.  It  is 
probable,  therefore,  that  the  strike  situation  will  hang  fire  until 
the  board  expresses  itself  on  piece  work,  or  the  executives 
express  themselves  on  freight  rates,  or  both. 


LABOR  BOARD-PENNSYLVANIA  DISPUTE 

The  U.  S.  Labor  Board,  according  to  a  resolution  made  pub- 
lic October  11,  will,  October  20,  begin  an  investigation  to  de- 
termine whether  the  Pennsylvania  Railroad  has  violated  the 
board's  decision  No.  218,  of  August  1.  In  this  decision  the  board 
found  that  the  Pennsylvania  had  not  conducted  in  a  proper 
manner  the  election  of  employes'  representatives  with  whom 
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it  had  negotiated  working  agreements,  and  ordered  a  new  elec- 
tion to  conform  with  details  set  forth  in  the  order.  Subse- 
quently, the  Pennsylvania  refused  to  comply  with  the  order 
and  asked  that  it  be  set  aside  on  the  grounds  that  the  board 
had  no  jurisdiction  over  the  matter.  This  the  board  refused 
to  do,  ordering  a  further  hearing,  which  was  to  have  taken 
place  September  20,  but  which  was  not  held  owing  to  the  re- 
fusal of  the  Pennsylvania  to  submit  additional  testimony. 

Under  the  transportation  act,  the  board  can  investigate  the 
conduct  of  the  road  in  the  matter  and  can,  if  it  sees  fit,  declare 
it  to  be  in  violation  of  decision  No.  218.  The  Pennsylvania  has 
expressed  the  intention  of  carrying  the  matter  into  the  courts 
and  the  outcome  of  the  proposed  investigation  will,  no  doubt, 
largely  determine  the  course  it  will  follow.  The  board's  resolu- 
tion reads  as  follows: 

Whereas,  By  decision  No.  218,  the  United  States  Railroad  Labor 
Board  decided  a  dispute  between  the  Pennsylvania  R.  R.  Co.  and  the 
employes  represented  by  System  Federation  No.  90,  Federated  Shop 
Crafts;  and, 

Whereas,  This  board  has  reason  to  believe  that  its  decision  has 
been  violated  by  said  carrier; 

Therefore,  be  it  Resolved  by  the  United  States  Railroad  Labor 
Board,  That  10  a.  m.  (Chicago  time),  October  20,  1921,  be  set  as  the 
date  of  hearing  to  determine  whether,  in  the  opinion  of  this  board, 
such  violation  of  decision  No.  218  has  occurred; 

Be  it  further  Resolved,  That  the  secretary  of  the  board  notify  said 
carrier  and  said  organization  of  employes  of  the  date  of  the  hearing 
and  furnish  each  of  them  with  a  copy  of  this  resolution. 


TO  ABOLISH  LABOR  BOARD 

By  a  mail  vote,  in  which  340  votes  were  cast  for  -it  and  three 
against  it,  The  Traffic  Club  of  Chicago  has  adopted  the  following 
resolution  for  the  abolition  of  the  U.  S.  Railroad  Labor  Board: 

After  careful  deliberation,  it  is  the  judgment  of  the  Traffic  Club 
of  Chicago  that  the  return  to  business  normalcy  and  prosperity  is 
being  materially  prevented  by  the  failure  of  transportation  lines  to 
make  such  reductions  in  their  costs  of  operation  as  would  be  possible 
if  the  United  States  Railroad  Labor  Board,  which  exercises  jurisdic- 
tion over  railroad  wages  and  working  agreements,  had  not  failed  to 
act  expeditiously  and  with  due  realization  of  the  necessity  for  read- 
justments of  rates  of  pay  and  working  conditions  to  the  end  that  they 
may  be  comparable  with  those  existing  in  private  industries;  there- 
fore, 

Be  it  resolved,  That  the  Traffic  Club  of  Chicago  deplores  the  situa- 
tion and  recommends  the  repeal  of  that  part  of  the  transportation  act 
providing  for  the  United  States  Railroad  Labor  Board. 


LABOR  BOARD  A  MENACE 

(From  the  Bache  Review) 

In  times  of  depression  all  influences,  public  and  private, 
should  get  together  to  work  out  a  solution  for  hard  times.  It 
is  especially  disturbing  to  find  an  official  government  body  using 
its  time,  and  as  far  as  possible  its  authority,  to  make  things 
harder. 

That  is  what  the  Railroad  Labor  Board  is  doing. 

The  provision  for  a  railway  labor  board  was  put  into  the 
Esch-Cummins  bill,  to  furnish  a  method  of  harmonizing  differ- 
ences between,  railroads  and  their  employes,  when  these  differ- 
ences could  not  be  otherwise  settled.  Thus  far  it  has  accom- 
plished very  little  harmonizing.  It  has  operated  to  raise  dis- 
putes rather  than  to  settle  them.  The  Pennsylvania  Railroad 
had  effected  co-operation  between  the  employes  and  the  manage- 
ment as  to  operation  of  th,e  road  and  rules  for  work,  which  was 
perfectly  satisfactory  to  the  employes.  The  latter,  through  elec- 
tion of  delegates  chosen  from  their  own  ranks,  were  given  full 
representation  at  the  conferences. 

The  railroad  board  stepped  in  after  all  this  was  settled  and 
working  smoothly,  and  ordered  a  new  election,  in  which  the 
workers  were  to  sign  their  ballots,  and  to  allow  outside  union 
labor  to  represent  them.  This  was  done  in  the  interest  of  union 
labor  leaders  and  at  their  instance.  The  Pennsylvania  Railroad 
refused  to  comply  with  this  mandate  and  had  the  support  of 
their  employes  in  doing  so.  ... 

The  board  has  recently  recorded  its  decision  against  an 
edict  of  the  Supreme  Court  in  the  matter  of  the  right  of  an  em- 
ployer to  discharge  a  workman.  It  declares  rather  testily  that 
it  does  not  care  what  the  Supreme  Court  says — it  has  its  own 
ideas  of  justice  and  proposes  to  record  them. 

On  the  whole,  this  official  Labor  Board  sems  to  be  a  can- 
tankerous body,  which  is  creating  more  disputes  than  it  settles. 

Perhaps  the  best  solution  of  the  whole  difficulty  would  be 
that  proposed  by  Congressman  John  G.  Cooper.  A  newspaper 
dispatch  says  he  will  start  efforts  at  the  present  Congressional 
session  to  abolish  the  Railroad  Labor  Board  altogether,  through 
amendment  to  the  Esch-Cummins  law.  He  says  the  board  serves 
no  useful  purpose,  and  prevents  rather  than  promotes  harmony 
between  management  and  operating  forces. 

The  action  of  this  board  is  openly  In  favor  of  organized 
labor,  and  the  effort  of  organized  labor  is  to  keep  wages  up  to 
war  levels.  But  inasmuch  and  as  long  as  wages  do  not  get  in 
line  with  general  readjustment,  we  shall  continue  to  have  a 
decrease  in  business  activity  and  an  increase  in  unemployment. 

The  success  of  organized  labor  has  been  very  great  in  this 
direction.  The  wages  of  labor  in  the  building  trades,  on  the 
railroads,  and  in  some  factories,  is  still  some  175  per  cent  above 


the  pre-war  level,   while   those  of  unorganized   labor  are  only 
125  per  cent  above  that  level. 

It  can  be  readily  seen  how  great  an  obstacle  this  is  to  read- 
justment and  to  a  resumption  of  normal  and  profitable  business. 
Freight  rates  are  held  up  by  it;  and  high  freight  rates  are  keep- 
ing many  commodities  from  market,  holding  steel  prices  up  and 
generally  retarding  progress.  Through  high  building  wages, 
construction  is  held  down,  and  in  the  absence  of  competition  in 
renting-space,  the  demand  keeps  rents  unduly  high,  and  in  some 
(perhaps  many)  cases,  allows  landlord-profiteering  at  unreason- 
able rates. 


BOARD  PROMULGATES  MORE  RULES 

Seventeen  rules  were  added,  October  14,  to  those  prescribed 
by  the  Labor  Board  for  application  on  roads  on  which  no  agree- 
ments covering  the  subject  matter  of  the  specific  rules  had 
been  reached,  in  an  addendum  to  decision  No.  222,  in  which 
overtime  rules  were  prescribed.  Most  of  these  rules  cover  minor 
matters,  such  as  details  of  senority,  apprenticeship,  and  the  time 
allowance  for  checking  in,  and  conform,  to  a  large  extent,  to 
those  contained  in  the  national  agreements. 

In  a  revision  of  rule  No.  1,  however,  the  board  disposes  of 
the  piece-work  question,  for  the  present  at  least,  by  remanding 
it  to  the  carriers  and  their  employes  for  consideration.  Revised 
rule  No.  1  provides  for  an  eight-hour  day  and  omits  mention 
of  piece  work  entirely. 

"This  rule,"  the  board  said  in  explanation,  "is  intended  to 
remove  the  inhibition  against  piece  work  contained  in  rule  No. 
1  of  the  shop  crafts'  national  agreement  and  to  permit  the 
question  to  be  taken  up  for  negotiation  on  any  individual  railroad 
in  the  manner  prescribed  by  the  transportation  act." 

The  net  result  of  the  new  rule  will  be  to  leave  the  piece 
work  question  open  until  some  disagreements  on  the  subject 
are  brought  before  the  board  in  the  regular  course  of  its  work. 
Then  it  will  necessarily  have  to  be  disposed  of,  a  thing  which 
many  think  should  be  done  at  once,  inasmuch  as  not  even  the 
most  optimistic  suppose  that  the  railroads  and  their  employes 
will  be  able  to  get  together  on  the  subject. 


LUMBER  PENALTY  CHARGE 

The    Traffic    World    Washington   Bureau 

The  Chicago  &  Eastern  Illinois  has  given  another  whirl  to 
the  $10  a  day  penalty  on  transit  lumber  cars  kaleidoscope  by 
obtaining  permission  from  the  Commission  to  cancel,  on  one  day's 
notice,  its  supplement  cancelling  the  penalty.  Thereby  it  took 
itself  out  of  the  company  of  the  Toledo,  St.  Louis  &  Western, 
Chicago  &  Alton,  and  Kansas,  Oklahoma  &  Gulf. 

To  the  Clover  Leaf  is  given  the  credit  or  discredit,  accord- 
ing as  to  whether  a  transit  or  non-transit  lumberman  is  doing 
the  measuring,  for  starting-the  movement  for  the  elimination  of 
the  penalty  charge. 

In  its  application  the  Chicago  &  Eastern  Illinois  said  that  it 
desired  to  allow  the  question  as  to  whether  that  charge  should 
or  should  not  be  retained  to  be  disposed  of  by  the  Commission 
in  the  formal  case  brought  by  the  so-called  transit  lumber  deal- 
ers, indicating  that  its  filing  of  a  supplement  was  constrained 
more  by  the  possibility  of  losing  business  than  by  a  deliberate 
judgment  that  the  charge  was  wrong. 

The  Commission,  in  I.  and  S.  1421,  has  suspended  the 
tariffs  cancelling  the  J10  penalty  on  transit  lumber,  filed  by  the 
Clover  Leaf  and  others,  until  February  12. 


COURSE    IN    BOXING   AND   CRATING 

A  number  of  firms  are  preparing  for  "Perfect  Package" 
month  by  enrolling  their  executives  and  salesmen  in  the  prac- 
tical training  course  in  boxing  and  crating  at  the  U.  S.  Forest 
Products  Laboratory,  Madison,  Wisconsin.  The  following  class 
of  twelve  attended  the  course  given  the  week  of  September  26 
to  October  1:  A.  B.  Atwood,  Atwood  &  McManus  Box  Company, 
Chelsea,  Mass.;  Freeman  Barney,  Challenge  Machinery  Com- 
pany, Grand  Haven,  Mich.;  A.  H.  Campbell,  National  Cash  Rigis- 
ter  Company,  Dayton,  Ohio;  Roy  Conover,  Estate  Stove  Com- 
pany, Hamilton,  Ohio;  Hugh  M.  Firstbrook,  Firstbrook  Bros., 
Ltd.,  Toronto,  Canada;  N.  Roy  Firstbrook,  Firstbrook  Bros.,  Ltd., 
Toronto,  Canada;  Henry  Holzwart,  Kohler  Company,  Kohler, 
Wis. ;  A.  W.  Luhrs,  Bureau  of  Explosives,  New  York,  N.  Y. ; 
Herbert  Sommer,  Kohler  Company,  Kohler,  Wis. ;  M.  H.  Stillman, 
E.  &  T.  Fairbanks  &  Co.,  St.  Johnsbury,  Vt;  C.  A.  Storck, 
National  Cash  Register  Company,  Dayton,  Ohio;  J.  Wiedholz, 
Union  Transfer  &  Storage  Company,  Madison,  Wis.  The  pre- 
ceding class  consisted  of  thirteen  men  who  traveled  on  an 
average  of  2,000  miles  each  for  this  one  week's  instruction.  The 
course  is  essentially  a  practical  demonstration  of  the  char- 
acteristics of  different  styles  of  boxes  and  crates,  the  importance 
of  nailing,  the  advantages  of  using  dense  woods,  the  efficiency 
of  metal  straps,  the  effect  of  moisture  and  change  of  moisture 
conditions  in  lumber  on  the  strength  of  shipping  containers,  and 
many  other  points  of  interest  to  the  box  and  allied  industries. 
The  course  will  be  repeated  November  7-12. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 

Statute    Providing    Penalty   for    Discrimination    in    Facilities   for 
Transportation   of  Freight   Held   Not  to   Include   Discrimina- 
tion   in    Favor  of  One    Individual   as   Against   Another   Indi- 
vidual;   "Other";    "Commission    Merchants": 
(Springfield   Court  of  Appeals,   Missouri.)     Under  Rev.   St. 
1919,  par.  9975,  providing  a  penalty  for  discrimination  In  facilities 
in   transportation    of   freight    between    "commission   merchants 
or  other  persons  engaged  in  the  transportation  of  freight"  and 
individuals,  the  rule  of  ejusdem  generis  prevents  Inclusion  of 
all  other  shippers,   such   as   lumber  dealer  or  sand  dealer,  In 
phrase  "or  other  persons  engaged,"  etc.,  since  the  definition  of 
"other"  is  "other  such  like,"  and  the  term  "commission  mer- 
chants" does  not  designate  an  all-inclusive  class,  but  the  term, 
while  used  synonymously  with  "factor,"  "broker,"  etc.,  Is  not 
always   synonymous,   and   intent   to  include   discrimination   be- 
tween  individuals   not   being   clear. — Tucker   vs.   St.   Louis-San 
Francisco  Ry.  Co.,  233  S.  W.  Rept.,  p.  512. 
Exception  to  a  Rule  of  Eejusdem  Generis  Stated: 

The  exceptions  to  the  rule  in  construction  of  statute  of 
ejusdem  generis  are  that  it  does  not  apply  where  it  clearly 
appears  from  the  statute  as  a  whole  that  no  such  limitation 
was  intended,  nor  where  the  specific  words  of  the  statute  signify 
subjects  greatly  different  from  one  another,  nor  where  the  spe- 
cific words  embrace  all  subjects  of  their  class,  so  that  the  gen- 
eral words  must  bear  a  different  meaning  from  the  specific 
words  or  be  meaningless. — Ibid. 

Converting  Public  Switch  to  a  Private  One  Held  Not  to  Subject 
Railroad  to  Penalty  at  Suit  of  Injured  Individual: 
Rev.  St.  1919,  par.  9975,  providing  a  penalty  for  discrimina- 
tion by  railroad  in  facilities  for  shipping  naming  different  classes 
of  shippers  and  forbidding  discrimination  by  them  as  against 
individuals,  does  not  authorize  penalty  where  railroad  converts 
a  public  switch  to  a  private  one  for  use  of  an  individual,  thereby 
injuring  an  individual  who  was  compelled  to  transport  over  a 
more  distant  switch,  since,  aside  from  the  rule  of  ejusdem  gen- 
eris, discrimination  between  individuals  was  not  contemplated. — 
Ibid. 
Penal  Statute  Strictly  Construed: 

Penal  statute  must  be  strictly  construed. — Ibid. 
Power  of  Public  Service  Commission  to  Fix  Rates  to  Be  Charged 
by  Public  Utility  Corporation: 

(Supreme  Court  of  Missouri,  in  Bane.)  The  Public  Service 
Commission,  In  the  exercise  of  its  defined  powers,  must  con- 
form to  the  procedure  prescribed  in  the  act  creating  it  or  that 
of  the  general  law  where  applicable  to  render  its  findings  regu- 
lar and  to  afford  the  corporation  to  be  affected  ample  op- 
portunity to  present  its  objections  to  the  proposed  action. — 
State  ex  rel.  Southwestern  Bell  Telephone  Co.  vs.  Public  Service 
Commission  et  al.,  233  S.  W.  Rept.,  p.  425. 

The  primary  power  of  fixing  reasonable  rates  to  be  charged 
by  'a  public  utility  corporation  finds  its  origin  in  the  police  power 
of  the  state,  recognized  in  Const,  art.  12,  par.  5. — Ibid. 

The  legislature  may  delegate  the  power  of  fixing  rates  for 
public  service  corporations  to  the  Public  Service  Commission. — 
Ibid. 

Rev.  St.  1919,  par.  10502,  authorizes  the  Public  Service  Com- 
mission to  determine  just  and  reasonable  rates  and  charges  to 
be  made  by  a  telephone  company,  and  the  power  of  the  company 
under  section  10128  to  make  reasonable  charges  for  services 
rendered  is  subordinate  to  the  power  conferred  upon  the  com- 
mission.— Ibid. 

Act  Cong.  July  16,  1918,  placing  telephone  lines  under  fed- 
eral control,  merely  suspended  until  Its  repeal  by  act  July  11, 
1919,  and  did  not  abolish  the  power  of  the  state  Public  Service 
Commission  to  establish  rates,  especially  in  view  of  Rev.  St. 
1919,  par.  10434,  relative  to  the  effect  of  the  orders  of  the  com- 
mission.— Ibid. 

The  reasonableness  of  an  order  of  the  Public  Service  Com- 
mission fixing  telephone  rates,  regular  upon  Its  face,  may  be 
questioned  on  the  ground  that  the  rates  are  so  low  as  to  be 
confiscatory,  and  hence  to  take  property  without  due  process 
of  law,  that  they  were  fixed,  arbitrarily  and  unjustly,  without 
regard  to  the  preponderance  of  the  competent  evidence,  or  that 
they  were  fixed  in  such  an  unreasonable  manner  as  to  cause 
the  shadow  and  not  the  substance  to  determine  the  validity  of 
the  exercise  of  the  power. — Ibid. 

The  Public  Service  Commission  acts  as  an  administrative 
body  in  fixing  rates,  and  when  their  acts  are  called  in  question 
the  courts  are  required,  as  in  the  review  of  equitable  proceed- 
ings, to  hear  and  determine  the  matter  involved  in  such  manner 
as  to  do  full  and  complete  justice  In  the  premises. — Ibid. 

Tinder  Rev.   St.   1919,   par.   10534,   providing  that   orders   of 


the  Public  Service  Commission  shall  be  prima  facie  lawful  and 
reasonable,  and  section  10535,  providing  that  the  burden  of 
proof  shall  be  upon  the  party  seeking  to  set  aside  any  order 
of  the  commission,  though,  on  review  of  an  order  fixing  rates, 
the  entire  evidence  will  be  reviewed,  much  consideration  la  to 
be  given  to  the  findings  of  the  commission,  and  they  will  be 
deferred  to  If  reasonable  and  not  arbitrary  or  capricious.— Ibid. 

What  Is  a  reasonable  rate  to  be  charged  by  a  public  utility 
such  as  a  telephone  company  Is  a  question  of  fact,  calling  for 
the  exercise  of  the  common  sense  and  sound  judgment  of  the 
Public  Service  Commission,  which  is  not  bound  by  any  hard 
'and  fast  rule,  nor  required  to  fix  rates  according  to  any  general 
formula.— Ibid. 

The  question  as  to  what  percentage  of  the  value  of  the  prop- 
erty of  a  telephone  company  should  be  allowed  as  a  return  in 
fixing  rates  must  be  made  dependent  upon  the  facts  and  circum- 
stances of  the  particular  case. — Ibid. 

On  review  of  an  order  of  the  Public  Service  Commission  fix- 
ing telephone  rates,  the  burden  of  proof  as  to  reasonableness 
of  rates  rested  upon  the  company;  and  where  It  appeared  that 
it  allowed  to  local  exchanges  for  services  rendered  In  receiving 
and  transmitting  Jong-distance  calls  25  per  cent  of  the  total 
charge  on  calls  originating  at  such  exchange  and  transmitted 
over  the  company's  lines,  but  only  15  per  cent,  with  a  maximum 
charge  of  20  cents,  on  each  message  transmitted  over  the  lines 
of  a  parent  company,  it  was  incumbent  upon  the  company  to 
show  the  fairness  of  such  allotment,  and  where  it  failed  to  do 
so,  and  the  order  of  the  commission  was  on  its  face  reasonable, 
it  could  not  be  disturbed. — Ibid. 

Telephone  rates  prescribed  by  the  Public  Service  Commis- 
sion, which  would  allow  a  gross  return  on  the  value  of  the 
telephone  company's  property  of  12.81  per  cent,  and  a  net  return 
of  6.81  per  cent,  after  allowing  6  per  cent  for  depreciation,  were 
not  confiscatory.— Ibid. 

The  refusal  of  the  Public  Service  Commission  to  allow  a 
telephone  company  to  make  a  charge  for  Installing  and  moving 
telephones  and  changing  names  was  not  error  where  the  rates 
prescribed  by  the  commission  allowed  a  reasonable  return  on 
the  value  of  the  property  of  the  company. — Ibid. 

Where  it  was  the  purpose  of  the  Public  Service  Commission 
in  fixing  telephone  rates  to  regard  each  exchange  as  a  separate 
unit,  and  it  fixed  temporary  rates  by  making  a  tentative  or 
temporary  valuation  of  the  property  of  the  exchanges  at  St. 
Louis,  Springfield  and  Caruthersville,  and  used  such  valuation 
in  testing  the  correctness  of  the  company's  estimates  of  the 
cost  of  reproduction  of  the  property  of  other  exchanges,  it  did 
not  act  arbitrarily  or  capriciously,  especially  where,  on  termina- 
tion of  federal  control,  it  accorded  the  company  a  hearing  in- 
stead of  enforcing  the  order  then  in  force.— Ibid. 

Upon  termination  of  federal  control  of  telephone  lines,  an 
opportunity  to  a  telephone  company  to  show  cause  why  it  should 
not  charge  the  rates  previously  fixed  by  the  Public  Service  Com- 
mission, instead  of  those  fixed  by  the  Postmaster-General,  was 
not  a  prerequisite  to  the  exercise  of  the  commission's  power  to 
enforce  the  order  then  in  force. — Ibid. 

Where,  in  fixing  telephone  rates,  the  Public  Service  Com- 
mission gave  primary  consideration  to  the  original  cost  of  the 
plant,  the  estimates  of  the  company's  engineers  of  the  cost  of 
reproduction,  depreciation,  and  the  working  capital  for  a  plant 
of  that  capacity,  but  they  also  considered  the  items  of  engineer- 
ing, supervision,  interest  during  construction,  insurance  and  pro- 
motion and  development  expenses,  and  also  reached  the  same 
result  by  taking  the  book  value  of  the  property,  deducting  prop- 
erty not  used,  working  capital,  and  depreciation  reserve  and 
adding  10  per  cent  for  intangibles,  it  followed  a  proper  rule.— 
Ibid. 

Where  the  Public  Service  Commission,  in  valuing  a  tele- 
phone company's  property  for  the  purpose  of  fixing  rates,  al- 
lowed for  money  actually  spent  and  material  actually  purchased 
at  war-time  prices,  it  properly  refused  to  base  the  rates  on  the 
reproduction  cost  of  the  telephone  system,  less  depreciation 
estimated  at  war-time  or  abnormal  prices. — Ibid. 

In  fixing  telephone  rates,  the  Public  Service  Commission 
did  not  act  unfairly  in  refusing  to  allow  the  full  amount  paid 
a  parent  company  as  rental  on  the  receivers  and  transmitters 
and  induction  coils  consisting  of  4%  per  cent  of  the  gross  reve- 
nue of  the  subsidiary  company,  where,  after  hearing  evidence, 
the  commission  found  that  after  allowing  for  repair  and  de^ 
preciation,  the  cost  to  the  subsidiary  company  for  rental  would 
be  less  than  such  percentage  of  the  gross  revenue. — Ibid. 

Reasonable  charges  by  a  telephone  company  for  installation, 
removal,  etc.,  are  not  discriminatory  or  unlawful. — Ibid. 

WESTERN    PACIFIC    BONDS 

The  Western  Pacific  Railroad  Company  has  applied  to  the 
Commission  for  authority  to  Issue  not  exceeding  $3,000,000  of 
first  mortgage  gold  bonds,  bearing  6  per  cent  interest,  and  to 
sell  the  bonds  at  not  less  than  94  per  cent  of  the  face  amount 
and  accrued  interest.  The  proceeds  will  be  applied  on  the  re- 
demption of  $2,700,000  of  equipment  trust  notes  and  to  reim- 
burse the  company  in  part  for  the  payment  of  $300,000  on  equip- 
ment notes  which  fell  due  August  1,  1921. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Cartman    a    "Common    Carrier"    and    Under   Corresponding    Lia- 
bility: 

(Court  of  Appeals  of  New  York.)  A  public  cartman,  duly 
licensed  under  an  ordinance  of  the  City  of  New  York,  who  had 
a  regular  stand  on  a  city  street  and  invited  and  accepted  such 
trucking  business  as  might  be  offered  to  him  by  anyone  who 
desired  his  services,  though  the  bulk  of  his  business  came  from 
certain  classes  of  merchants  in  the  neighborhood  of  his  stand, 
was  a  "common  carrier,"  and  under  the  liability  of  such  a  carrier 
for  goods  received  by  him  for  transportation. — W.  N.  Stevenson 
&  Co.,  Inc.,  vs.  Hartman,  132  N.  E.  Kept.  « 
Damaaes  for  Loss  of  Profit,  but  Not  for  Loss  of  Business,  Held 

Allowable: 

(Court  of  Civil  Appeals  of  Texas.)  Where  an  express  com- 
pany wrongfully  marked  a  shipment  C.  O.  D.,  and  thereby  caused 
failure  of  a  sale,  and  it  'knew  that  plaintiff  was  a  wholesale 
dealer  in  coffee,  and  by  reason  of  the  indorsed  value  knew  the 
selling  price,  it  was  charged  with  knowledge  that  plaintiff  usually 
made  a  profit  in  business,  and  the  item  of  profit  was  within 
the  rule  that  a  party  breaking  a  contract  is  liable  for  damages 
he  should  reasonably  expect  to  arise  from  the  breach  of  con- 
tract.— American  Ry.  Express  Co.  vs.  Bean,  233  S.  W.  Rept., 
p.  561. 

Where  an  express  company  wrongfully  marked  shipment 
C.  O.  D.,  and  in  consequence  plaintiff  lost  a  customer,  the  defend- 
ant is  not  liable  for  loss  of  business,  good-will  and  patronage, 
where  he  was  not  notified  that  shipment  was  to  a  customer  and 
that  a  loss  of  patronage  was  likely  to  result  from  a  mistake. — 
Ibid. 

In  an  action  against  a  carrier  for  negligently  marking  a 
shipment  C.  O.  D.,  because  of  the  loss  of  business,  patronage 
and  good-will,  in  the  absence  of  a  showing  of  notice  to  the 
defendant  at  the  time  of  the  making  of  the  contract,  or  of  the 
negligent  act  or  omission,  that  the  loss  of  business,  patronage 
and  good-will  was  to  be  expected  from  the  negligent  act,  dam- 
ages on  this  count  will  not  be  sustained. — Ibid. 

In  an  action  against  a  railroad  company  for  negligently 
marking  a  shipment  C.  O.  D.,  when  it  should  have  been  on 
time,  where  the  manager  of  plaintiff's  customer  testified  that 
he  quit  trading  with  plaintiff  because  of  plaintiff's  competition 
with  him  in  sale  of  goods  to  cafes,  the  evidence  does  not  sup- 
port a  finding  of  loss  of  business,  patronage  and  good-will  on 
account  of  the  negligence  of  defendant. — Ibid. 
Objection  Held  Not  to  Point  Out  Error  in  Charge: 

(Court  of  Civil  Appeals  of  Texas.)  An  objection  in  trial 
court  that  instruction  was  erroneous  "because  same  is  not  a 
correct  definition  of  'inherent  vice,'  but  is  ambiguous,  unintel- 
ligible, misleading  and  confuting  in  a  manner  calculated  to  be 
prejudicial  to  defendant,"  fails  to  point  out  any  error  in  the 
charge,  and  the  appellate  court  might  properly  refuse  to  con- 
sider it.— Texas  &  P.  Ry.  Co.  et  al.  vs.  Prunty,  233  S.  W.  Rept., 
p.  625. 
Instruction  Defining  "Inherent  Vice"  Held  Not  Affirmatively 

Erroneous: 

An  instruction  that  "inherent  vice"  in  an  animal  is  some 
quality  or  characteristic  of  the  animal  that  brings  about  its  own 
injury  or  destruction,  without  fault  on  the  part  of  any  other 
supervening  cause,  was  in  the  main  correct,  and  no  probable 
error  was  shown  by  its  submission. — Ibid. 
No  Error  in  Refusing  Requested  Instruction  Covered  by  Given 

Charges: 

There  was  no  error  in   refusing  to   give  a  special   charge, 
where  other  charges  were  given  virtually  covering  the  requested 
instruction. — Ibid. 
Charge   as   to   Temporary    Injury   to   Stock    Held    Upon    Weight 

of  Evidence: 

In  an  action  against  a  carrier  to  recover  for  iniuries  to 
animals,  the  court  properly  refused  to  instruct  as  being  upon 
the  weight  of  the  evidence,  "even  if  you  should  think  that  the 
railway  company  negligently  handled  the  stock  en  route,  and 
thereby  caused  them  to  be  damaged  and  depreciated  in  value 
upon  their  arrival  at  Decatur,  yet  if  you  find  that  the  injuries 
and  depreciation  in  value  were  only  temporary,  and  that  the 
stock  recovered  from  such  condition  thereafter  during  the  time 
plaintiff  kept  them,  you  will  take  into  consideration  such  re- 
covery or  regaining  of  value  in  determining  the  value  of  the 
stock  at  Decatur."— Ibid. 
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AMENDMENTS  TO  POMERENE  LAW 

The  Traffic  World   Washington  Bureau 

The  amendments  to  the  Pomerene  bill  of  lading  law  approved 
by  the  American  Bar  Association  on  recommendation  of  the  asso- 
ciation's committee  on  commerce,  trade  and  commercial  law,  of 
which  Francis  B.  James  is  chairman,  have  been  incorporated  in  a 
bill  (S.  2530)  introduced  in  the  Senate  last  week  by  Senator 
Pomerene,  member  of  the  interstate  commerce  committee.  The 
changes  proposed  were  outlined  and  explained  in  The  Traffic 
World  of  August  6,  p.  290.  The  bill  was  referred  to  the  interstate 
commerce  committee.  No  arrangements  for  hearings  thereon 
have  been  made. 

The  bill  follows: 

A  bill  to  amend  and  supplement  an  Act  entitled  "An  Act  relating 
to  bills  of  lading  in  interstate  and  foreign  commerce,"  approved  Au- 
gust 29,  1916. 

Be  it  enacted  by  the  Senate  and  House  of  Represntatives  of  the 
United  States  of  America  in  Congress  assembled,  That  sections  2,  3, 
14,  19,  20,  21,  22  and  29  of  an  Act  entitled  "An  Act  relating  to  bills  of 
lading  in  interstate  and  foreign  commerce,"  approved  August  29, 
1016,  be,  and  the  same  are  hereby,  amended  and  supplemented  so  as 
to  read  as  follows: 

"Sec.  2.  That  there  shall  be  two  distinct  forms  of  bills  of  lading, 
one  to  be  known  as  a  straight  bill  of  lading  and  the  other  to  be  known 
as  an  order  bill  of  lading. 

"Sec.  2  (a).  That  a  bill  of  lading  in  which  it  is  stated  that  the 
goods  are  consigned  or  destined  to  a  specified  person  is  p.  straight  bill 
of  lading. 

"Sec.  3.  That  a  bill  of  lading  in  which  it  is  stated  that  the  goods 
are  consigned  or  destined  to  the  order  of  any  person  named  in  such 
bill  is  an  order  bill.  Any  provision  in  or  on  such  a  bill  or  in  any 
notice,  receipt,  contract,  rule,  regulation  or  tariff  that  it  is  non- 
negotiable  shall  be  null  and  void  and  shall  not  affect  its  character  as 
an  order  bill  or  its  negotiability  within  the  meaning  of  this  Act. 

"Sec.  3  (a).  That  a  straight  bill  of  lading  shall  have  printed 
thereon  in  plain  and  distinct  type  the  words  'Straight  bill  of  lading.' 

"That  an  order  bill  of  lading  shall  have  printed  thereon  in  plain 
and  distinct  type  the  words  'Order  bill  of  lading.' 

"That  an  order  bill  of  lading  shall  have  the  words  'order  of 
printed  thereon  in  plain  and  distinct  type  immediately  before  the 
name  of  the  person  upon  whose  order  the  goods  received  are  deliver- 
able. 

"That  a  common  carrier  shall  issue  either  a  straight  bill  of  lad- 
ing or  an  order  bill  of  lading  as  the  shipper  may  request:  Provided, 
however.  That  a  common  carrier  shall  not  be  required  to  issue  an 
order  bill  of  lading  on  goods  destined  or  consigned  to  a  non-agency 
station:  Provided,  further.  That  a  carrier  shall  not  be  required  to 
issue  a  straight  bill  of  lading  covering  ocean  carriage. 

"That  a  common  carrier  shall  be  liable  to  any  person  injured 
thereby  for  the  damage  caused  by  its  failure  to  conform  to  or  com- 
ply with  any  provision  of  this  section. 

"Sec.  14.  That  where  an  order  bill  of  lading  has  been  lost, 
stolen  or  destroyed  a  court  of  competent  jurisdiction  having  jurisdic- 
tion over  the  parties  may  decree  the  execution  of  a  new  order  bill 
of  lading  or  order  the  delivery  of  the  goods  upon  satisfactory  proof  of 
such  loss,  theft,  or  destruction  and  the  giving  of  an  indemnifying  bond, 
with  sufficient  surety,  to  be  approved  by  the  court,  to  protect  the  car- 
rier or  any  person  injured  by  the  execution  of  such  new  order  bill  of 
lading  or  such  delivery  from  any  liability  or  loss  incurred  by  rea- 
son of  the  original  bill  of  lading  remaining  outstanding  or  by  reason 
of  any  voluntary  settlement  made  in  good  faith  by  the  carrier  with 
one  presenting  the  original  order  bill.  The  court  mav  also  in  its 
discretion  order  the  payment  of  the  carrier's  reasonable  costs  and 
counsel  fees:  Provided,  That  a  voluntary  indemnifying  bond  without 
order  of  court  shall  be  binding  on  the  parties  thereto. 

"The  execution  of  such  new  order  bill  of  lading  under  the  decree 
of  such  court,  or  the  delivery  of  the  goods  under  an  order  of  the  court, 
or  under  a  voluntary  indemnifying  bond  as  provided  in  this  section,  or 
any  voluntary  settlement  unaccompanied  by  a  surrender  of  the  orig- 
inal order  bill  of  lading,  shall  not  relieve  the  common  carrier  from 
liability  to  a  person  to  whom  the  original  order  bill  of  lading  has  been 
or  shall  be  negotiated  for  value  without  notice  of  the  proceedings  or 
of  the  execution  of  such  new  order  bill  of  lading,  or  of  the  giving  of 
the  indemnifying  bond,  or  of  the  delivery  of  the  goods,  or  the  making 
of  such  voluntary  settlement. 

"Sec.  19  (a).  That  if  the  goods  are  described  in  a  bill  of  lading 
merely  by  a  statement  of  marks  or  labels  upon  them  or  upon  pack- 
ages containing  them  or  by  a  statement  that  the  goods  are  said  to  be 
goods  of  a  certain  kind  or  quantity  or  in  a  certain  condition,  or  It  is 
stated  in  the  bill  of  lading  that  packages  are  said  to  contain  goods 
of  a  certain  kind  or  quantity  or  in  a  certain  condition,  or  that  the 
contents  or  condition  of  the  contents  of  packages  are  unknown,  or 
words  of  like  purport  are  contained  in  the  bill  of  lading,  such  state- 
ments, if  true,  shall  not  make  liable  the  common  carrier  issuing  the 
bill  of  lading,  although  the  goods  are  not  of  the  kind  or  quantity  or 
in  the  condition  which  the  marks  or  labels  upon  them  indicate,  or  of 
the  kind  or  quantity  or  in  the  condition  they  were  said  to  be  by 
the  consignor. 

"Sec.  20  (a).  That  when  goods  are  loaded  by  a  shipper  at  a  pub- 
lic team  track  or  at  a  public  freight  house  or  at  a  public  freight  plat- 
form at  a  station  where  the  common  carrier  maintains  a  freight 
agency,  such  carrier  shall,  on  written  request  of  such  shipper,  and 
when  given  a  reasonable  opportunity  by  the  shipper  so  to  do  during 
the  loading,  count  the  pieces  or  packages  of  goods  or  make  other 
proper  description  thereof  and  ascertain  the  kind  and  quantity,  if  bulk 
freight,  within  a  reasonable  time  after  such  written  request,  and  such 
carrier  shall  not,  in  such  cases,  insert  in  the  bill  of  lading  'Shipper's 
weight,  load  and  count,'  or  other  words  of  like  purport  indicating  that 
the  goods  were  loaded  and  counted  by  the  shipper  or  the  description 
of  them  was  made  by  him.  If  so  inserted,  contrary  to  the  provisions 
of  this  section,  said  words  shall  be  treated  as  null  and  void  and  as  if 
not  inserted  therein. 

"That  a  common  carrier  shall  not.  by  notice,  receipt,  contract, 
rule,  regulation,  practice  or  tariff  seek  to  give  to  a  bill  of  lading  • 
issued  under  the  circumstances  above  stated  the  effect  of  a  bill  of 
lading  containing  the  words  'Shipper's  weight,  load  and  count,'  01 
words  of  like  purport;  and  any  attempt  so  to  do  shall  be  null  and 
void 

"Sec.  21.  That  when  goods  are  loaded  by  a  shipper  otherwise 
than  as  provided  in  section  20  (a)  the  common  carrier  may,  by  In- 
serting in  the  bill  of  lading  the  words  'Shipper's  weight,  load  and 
count.'  or  other  words  of  like  purport,  Indicate  that  the  goods  were 
loaded,  counted,  and  weighed  by  the  shipper  and  the  description  of 
them  made  by  him;  and  if  such  statement  be  true  the  carrier  shall 
not  be  liable  'for  damages  caused  by  the  improper  loading  or  by  the 
non-receipt  or  by  the  misdescriptlon  of  the  goods  described  in  the 
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liill  of  lading:  Provided,  however.  That  where  the  shipper  of  bulk 
freight  installs  :niil  malntfitnii  adequate  facilities  for  weighing  such 
lit.  and  the  same  arc  available  to  the  common  carrier,  then  the 
common  carrier,  upon  written  request  of  such  shipper  and  when  given 
:i  reasonable  opportunity  so  to  do,  shall  ascertain  the  kind  and  quan- 
tity of  bulk  freight  within  a  reasonable  time  after  such  written  re- 
iiiifst,  .UK!  tho  common  carrier  shall  not  In  such  cases  Insert  in  the  bill 
of  lading  the  words  'Shipper's  weight,  load  and  count,'  or  other  words 
of  like  purport,  indicating  that  the  goods  were  loaded  and  weighed 
by  the  shipper  and  the  description  of  them  made  by  him,  and  If  so 
ieserteil  eontrarv  to  the  provisions  of  this  section,  said  words  shall 
bo  treated  as  null  and  void  and  as  If  not  inserted  therein:  And  pro- 
vided further,  That  where  a  shipper  of  freight  other  than  bulk  freight 
Installs  and  maintains  adequate  facilities  located  within  tho  yard 
limits  of  a  freight  agency  station  of  a  common  carrier  for  Inspecting, 
checking  and  counting  freight  other  than  bulk  freight  and  the  same 
is  available  to  the  common  carrier,  then  the  common  carrier,  upon 
written  request  of  such  shipper,  and  when  given  a  reasonable  opportu- 
nity by  the  shipper  so  to  do  during  the  loading  shall  ascertain  the 
pieces  or  packages  or  other  proper  description  of  such  freight  other 
than  bulk  freight  within  a  reasonable  time  after  such  written  request, 
in. I  the  common  carrier  shall  not  in  such  cases  Insert  In  the  bills  of 
lading  the  woros  'Shipper's  weight,  load  or  count.'  or  other  words  of 
like  purport,  indicating  that  the  freight  other  than  bulk  freight  were 
loaded  and  counted  by  the  shipper  or  the  description  of  them  made  by 
him.  If  so  inserted  contrary  to  the  provisions  of  this  section  such 
words  shall  be  treated  as  null  and  void  as  If  not  inserted  therein,  and 
for  the  services  performed  by  the  common  carrier  under  this  last 
proviso  of  which  this  forms  a  part  the  common  carrier  shall  collect 
from  such  shipper  and  such  shipper  shall  pay  to  such  common  carrier 
a  just  and  reasonable  charge,  which  charge  shall  Include,  among 
other  tilings,  the  full  and  complete  cost  of  such  service  and  a  Just  and 
reasonable  return  and  a  just  and  reasonable  profit,  and  such  common 
carrier  need  not  file,  publish  or  post  said  charge  or  embody  same  In 
;my  tariff  or  any  publication,  and  such  charge  shall  be  the  subject  of 
a  private  agreement  by  and  between  the  shipper  and  the  common 
carrier. 

"That  in  cases  where  by  this  section  a  common  carrier  Is  for- 
bidden to  insert  in  a  bill  of  lading  the  words  'Shipper's  weight,  load 
and  count,'  or  other  words  of  like  import,  such  common  carrier  shall 
not  by  notice,  receipt,  contract,  rule,  regulation,  practice  or  tariff 
seek  to  give  a  bill  of  lading  the  effect  of  a  bill  of  lading  containing 
said  words  or  words  of  a  like  purport  and  any  attempt  so  to  do  shall 
be  null  and  void. 

"Sec.  22.  That  if  a  bill  of  lading  has  been  issued  by  a  common 
carrier  or  on  his  behalf  by  an  agent  or  employe  the  scope  of  whose 
actual  or  apparent  authority  Includes  the  issuing  of  bills  of  lading  for 
transportation  in  commerce  among  the  several  states  or  with  foreign 
nations,  the  carrier  except  as  provided  in  section  21  shall  be  liable  to 
(a)  the  consignee  named  in  n  straight  bill,  or  (b)  the  holder  of  an 
order  bill,  who  has  given  value  in  good  faith,  relying  upon  the  de- 
scription therein  or  the  number  of  packages  or  pieces  of  the  goods 
shown  therein,  for  damages  caused  by  the  non-receipt  by  the  carrier 
of  all  or  part  of  the  goods  or  their  failure  to  correspond  with  the 
description  thereor  or  tho  number  of  packages  or  pieces  shown  therein 
in  the  bill  at  the  time  of  its  issue. 

"Sec.  29.  That  a  bill  may  be  transferred  by  the  holder  by  de- 
livery, accompanied  with  an  agreement,  expressed  or  implied,  to  trans- 
fer the  title  to  the  bill  or  to  the  goods  represented  thereby.  A  straight 
bill  cannot  be  negotiated  and  the  indorsement  of  such  a  bill  gives  the 
transferee  no  additional  right." 

Sec.  2.  That  tho  provisions  of  this  Act  do  not  apply  to  bills  of 
lading  made  and  delivered  prior  to  the  taking  effect  thereof. 

Sec.  3.  That  original  sections  2,  3,  14,  21,  22  and  29  of  an  Act 
entitled  "An  Act  relating  to  bills  of  lading  in  interstate  and  foreign 
commerce,"  approved  August  29,  1916,  be,  and  the  same  are  hereby, 
repealed. 

Sec.  4.  That  no  rights,  actions,  prosecutions  or  proceedings  or 
causes  thereof  under  said  Act  approved  August  29,  1916,  shall  be 
affected  by  this  Act  and  the  same  are  fully  preserved  to  all  intents 
and  purposes  as  if  this  Act  had  not  been  passed. 

Sec.  5.  That  this  Act  shall  take  effect  and  be  in  force  on  and 
pfter  the  1st  day  of  January  next  after  its  passage. 


STATEMENT  OF  OWNERSHIP 

Statement    of    the    ownership,    management,    circulation,    etc     re- 
quired  by   the   Act   of   Congress   of   August   24.    1912,    of   The    Traffic 
World,  punl:"*«ri  weekly  at  Chicago,  111.,  for  October  1,  1921. 
State    of    Illinois ) 
County    of    Cook  J  ss- 

Before  me.  a  Notary  Public  in  and  for  the  State  and  county 
aforesaid  personally  appeared  Edward  F.  Hamm,  who,  having  been 
duly  sworn  according  to  law,  deposes  and  says  that  he  is  the  Presi- 
dent of  The  Traffic  World,  and  that  the  following  is,  to  the  best  of 
his  knowledge  and  belief,  a  true  statement  of  the  ownership,  manage- 
ment, etc..  of  the  aforesaid  publication  for  tho  date  shown  In  the 
above  caption,  required  by  the  Act  of  August  24,  1912,  embodied  in 
section  443.  Postal  Laws  and  Regulations,  to  wit: 

1.  That  the  names  and  addresses  of  the  publisher,  editor,  man- 
aging editor,  and  business  managers  are: 

Publisher,  The  Traffic  Service  Corporation,  418  South  Market  St., 
Chicago,  ni. 

Editor.  Henry  A.  Palmer,  926  Glengyle  PI.,  Chicago,  III. 

Managing  editor,   none. 

Business  managers,  E.  C.  Van  Arsdel,  9847  Prospect  Ave.,  Chi- 
cago. 111. 

2.  That   the   owners    rre:      The   Traffic   Service   Corporation     418 
South   Market  St.,  Chicago.   111.:   E.   F.   Hamm,   Kenilworth,   111.;  Wm 
Eastman,    Evanston,    111.;    William    C.    Tyler.    La   Grange,    III.;    C.    J. 
Fellows.  Baltimore.   Md.;  Fred   Fellows,  St.   Paul,  Minn. 

3.  That   the  known   bondholders,   mortgagees,   and   other  security 
holders   owning   or   holding   1    per   cent   or   more    of   total   amount   of 
bonds,  mortgages,  or  other  securities  are:     None. 

4.  That  the  two  paragraphs  next  above,  giving  the  names  of  the 
owners,   stockholders,   and   security   holders,   if  any,   contain   not   only 
the  list  of  stockholders  and  security  holders'  as  they  appear  upon  thi 
books  of  the   company,   but   also,   in   cases   where   the   stockholder   or 
security   holder  appears   upon   the   hooks   of   the   company   as   trustc" 
or  in  any  other  fiduciary  relation,  the  name  of  the  person  or  corpora- 
tion for  whom  such  trustee  is  acting.  la  given :  also  that  the  said  two 
paragraphs  contain  statements  embracing  affiant's  full  knowledge  and 
belief  as  to  the  circumstances  and  conditions  under  which  stockhold- 
ers and   security  holders  who  do  not  appear  upon  the  books  of  the 
company  as  trustees,  hold  stock  and  securities  In  a  capacity  other 
than   that   of  a   bona   fide   owner:   and   this  affiant  has   no   reason   to 
believe    that    any   other   person,    association,    or   corporation    has   any 
interest  direct  or  Indirect  in  the  said  stock,  bonds,  or  other  securities 
than  as  so  stated  by  him. 

E.  F.  HAMM,  President. 
The  Traffic  Service  Corporation. 

Sworn  to  and  subscribed  before  me  this  first  day  of  October    1921 
[SEAL]  E.   C.  VAN  ARSDEL.    ' 

(My  commission  expires  February  16,  1924.) 


LOSS  AND  DAMAGE  CLAIMS 

(Twenty-first  of  a  series  of  articles  written  for  The  Traffic  World  by 
C.  H.  Dietrich.) 

In  the  twenty  articles  that  have  appeared  in  this  publication 
this  year  I  have  endeavored  to  give,  from  the  viewpoint  of  a 
freight  claim  agent,  the  principal  difficulties  that  are  met  to 
connection  with  claim  adjustment,  together  with  my  own  sug- 
gestions for  overcoming  the  same. 

Ideas  in  connection  with  claim  prevention  have  also  been 
advanced  from  time  to  time,  as  it  is  generally  understood  by 
the  freight  claim  fraternity  that  the  matter  of  claim  prevention 
should  be  the  predominant  feature  in  the  activities  of  all  freight 
claim  offices  and  will,  as  the  situation  develops,  overshadow  the 
mere  adjustment  of  claims  that  have  accrued. 

If,  therefore,  any  of  the  statements  that  have  been  made  in 
connection  with  claim  adjustments  or  claim  prevention  appear 
biased  or  partial,  due  allowance  should  be  made  for  the  writer's 
transportation  point  of  view. 

The  subject  has  now  been  covered,  in  my  judgment,  from 
practically  every  angle  that  is  of  interest  to  the  shipping  public, 
and  if  the  suggestions  advanced  for  a  closer  co-operation  be- 
tween claimant  and  claim  officer  bear  any  fruit  whatever,  1 
shall  consider  the  time  spent  in  compiling  these  articles  as  well 
worth  while,  as,  in  my  opinion,  this  "get  together"  spirit,  if 
properly  developed,  will  eliminate  a  large  proportion  of  the  fric- 
tion that  has  heretofore  been  felt  so  largely  in  our  adjustment 
work;  and  I  especially  believe  in  the  efficacy  of  personal  contact, 
knowing  from  our  own  experience  that  an  hour  spent  by  the 
claimant  in  a  claim  office  will  accomplish  more  In  the  line  of 
actual  results  than  days  spent  in  long-distance  correspondence. 

In  the  month  of  November  the  American  Railway  Express 
Company,  acting  in  conjunction  with  the  American  Railway  Asso- 
ciation, is  promoting  a  joint  campaign  for  the  better  packing 
and  marking  of  package  freight,  this  campaign  to  be  known  as 
"Perfect  Package  Month,"  and  it  is  hoped  to  arouse  much 
interest  on  the  part  of  the  shipping  and  receiving  public  to 
the  end  that  every  concern,  either  shipping  or  receiving  pack- 
age freight,  may  appreciate  more  fully  what  a  substantial  con- 
tainer, properly  marked,  means  in  the  transportation  of  its 
business.  This  entire  campaign  is  directed  primarily  toward 
claim  prevention  and  will  undoubtedly  be  worth  many  times 
the  money  and  energy  expended  on  the  part  of  the  carriers  and 
the  express  companies  interested. 

Unfortunately,  the  showing  made  in  the  first  six  months  of 
1921,  so  far  as  claim  payments  is  concerned,  does  not  come  up 
to  the  expectations  of  the  claim  prevention  officers  and  others 
interested  in  this  matter.  The  total  claim  payments  for  the 
period  ended  June  30,  1920,  amounted  to  $55,707,753,  which,  on 
its  face,  would  indicate  that,  for  the  year  1921,  our  loss  and 
damage  claim  payments  will  again  exceed  one  hundred  million 
dollars.  So  far  as  my  inquiries,  have  extended,  however,  It  is 
certain  that  the  claim  payments  for  the  last  six  months  of  this 
year  will  be  far  less  than  those  of  the  first  six  months.  This 
conclusion,  on  my  part,  is  reached  largely  by  taking  into  consid- 
eration the  enormous  dropping  off  of  claims  filed  since  January 
1,  which  must  be  reflected  in  the  claim  payments  for  the  last 
six  months  of  the  year;  and,  while  it  would,  perhaps,  be  too 
optimistic  to  forecast  that  by  January,  1922,  our  loss  and  damage 
situation  would  be  back  to  a  pre-war  basis,  I  am  satisfied  that 
a  long  step  toward  pre-war  conditions  will  have  been  made. 

Another  encouraging  feature  of  our  loss  and  damage  situa- 
tion, particularly  to  the  claimants,  is  the  fact  that,  while  all 
lines  reporting  to  the  American  Railway  Association  showed  in 
January,  1921,  a  total  of  542,393  unadjusted  claims  in  their  offices. 
this  number  had  been  reduced  in  June  to  307,877  unadjusted 
claims. 

In  conclusion,  I  wish  to  extend  my  thanks  to  The  Traffic 
World  for  the  publicity  given  these  articles,  and  also  to  the 
many  readers  for  their  kindly  and  considerate  criticisms.  The 
only  thought  in  my  mind  on  starting  this  series  of  articles  was 
to  create,  if  possible,  a  better  understanding  between  claimants 
and  claim  officers  and  to  suggest  ways  and  means  of  ironing 
out  at  least  a  few  of  the  obstacles  that  seemed  to  be  preventing 
the  proper  and  satisfactory  adjustment  of  loss  and  damage 
claims.  I  trust  that  this  hope  has  not  been  altogether  in  vain. 


C.  R.  I.  &  P.  IS  GUARANTOR 

The  Chicago,  Rock  Island  &  Pacific  has  been  authorized  by 
the  Commission  to  assume  obligation  or  liability  as  guarantor  by 
indorsement  in  respect  of  the  payment  of  principal  and  interest 
of  $619,000  of  first  mortgage  gold  bonds  of  the  St.  Paul  &  Kansas 
City  Short  Line  Railroad  'Co.  The  latter  company  also  has  been 
authorized  to  issue  the  $619.000  of  first  mortgage  gold  bonds  to 
the  C.  R.  I.  &  P.  in  reimbursement  of  advances  for  additions  and 
betterments.  The  C.  R.  I.  &  P.  has  guaranteed  all  bonds  issued 
by  the  St.  Paul  under  the  mortgage  the  present  issue  will  be 
made.  The  Rock  Island  also  was  granted  authority  to  guarantee 
227,000  of  first  mortgage  gold  bonds  of  the  Rock  Island,  Arkan- 
sas &  Louisiana  Railroad  Co. 
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Questions  of  Interest  to  Traffic  Men 


RAILROAD  RATE  COMMITTEES 

Editor   The    Traffic    World: 

Your  editorial  of  October  8  under  the  heading,  "Railroad 
Initiative,"  deserves  more  than  the  silent  approval  of  traffic 
managers  throughout  the  country,  and  particularly  tnose  in  the 
Central  Freight  Association.  You  hit  the  nail  squarely  on  the 
head  and  if  there  are  any  shippers  perfectly  well  satisfied  with 
the  present  method  of  handling  rate  applications,  let  them 
speak  up.  An  idea  as  to  how  the  present  method  works  out  may 
be  gathered  from  the  following  example: 

A  shipper  in  Youngstown  makes  application  for  a  new  or 
reduced  commodity  rate  involving  a  one-line,  non-competitive 
movement,  equitable  with  the  other  rates  in  this  district  and 
absolutely  essential  from  a  competitive  standpoint.  ine  appli- 
cation is  presentetd  to  the  traffic  official  of  the  interested  carrier, 
substantiated  with  facts  sufficient  to  win  a  favoraoie  verdict 
before  the  Interstate  Commerce  Commission  or  any  court  in  the 
land.  After  due  (?)  time  the  application  reaches  the  Pittsburgh 
sub-committee,  which,  after  solemn  thought  and  premeditation 
(?),  may  give  approval  or  refer  it  to  still  another  committee  of 
Youngstown  traffic  officials.  Applicant,  by  this  time,  is  getting 
warm  over  the  delay  and,  upon  hearing  of  this  acnon  (if  he 
is  fortunate  enough  to  have  been  informed)  suffers  a  severe  rise 
in  temperature.  After  the  application  finally  meets  me  approval 
of  the  Pittsburgh  sub-committee,  it  is  forwarded  to  tne  Central 
Freight  Association  auxiliary  committee  and  previous  delays 
appear  trivial  compared  with  what  then  occurs,  due  to  hundreds 
of  previous  applications.  It  may  even  be  sent  back  10  the  Pitts- 
burgh sub-committee  for  some  unknown  reason.  Applicant,  by 
this  time,  is  getting  hot.  After  finally  receiving  tMe  approval 
of  the  Central  Freight  Association  general  committee,  the  in- 
terested carrier  publishes  the  new  rate  in  its  tariff  fully  two 
months  after  date  of  said  approval,  which  is  another  delay  over 
the  required  thirty  days'  notice  to  the  public.  Result,  applicant 
red  hot,  swears  vengeance,  enters  reparation  claim,  and  carries 
a  grudge  against  railroads  in  general.  This  procedure  consumes 
generally  from  six  months  to  a  year's  time. 

Freight  traffic  officers  interested  in  the  handling  ot  rate  mat- 
ters, before  they  are  placed  with  the  sub-committees,  cannot 
be  too  severely  criticized  for  delays  in  their  offices  for  which 
they  are  directly  responsible.  This  is  also  true  of  the  sub-com- 
mittees, the  members  of  which  feel  their  power  and  delight  in 
showing  it,  and  are  generally  predominated  by  one  or  two  in- 
fluential members.  This  is  true  only  of  the  less  important  com- 
mittees, as  the  Central  Freight  Association  auxiliary  committee 
goes  into  an  application  thoroughly  and  judges  it  strictly  on  its 
merit.  Applicants  making  oral  arguments  before  this  commit- 
tee are  treated  courteously  and  not  made  to  feel  that  they  are 
in  the  presence  of  super-men. 

Shippers  not  particularly  interested  in  "Why  a  Merchant 
Marine"  may  be  interested  in  "Why  a  Rate  Committee"  if  that 
committee  is  to  be  burdened  with  the  handling  of  local  rates. 
Why  should  not  a  carrier  be  in  position  to  establish  rates  be- 
tween points  on  its  own  line  without  calling  into  conference 
traffic  officials  of  other  non-interested  carriers,  who  can  always 
find  some  argument  against  any  rate  application  presented?  A 
good  rate  clerk  can  take  an  ordinary  railroad  tariff  and,  from 
data  gathered  therein,  present  argument  for  or  against  any  rate, 
whether  in  effect  or  proposed.  For  that  matter,  why  should  not 
two  carriers  or  any  number  of  them  be  in  position  to  establish 
joint  rates  without  opposition  from  other  non-interested  carriers? 

The- sum  and  substance  of  the  carriers'  answer  to  these  ques- 
tions is  "to  'establish  uniformity  and  promote  co-operation  be- 
tween shippers  and  carriers."  Anyone  believing  this  is  en- 
titled to  his  opinion.  The  odds  are  all  in  favor  of  the  carriers. 
The  sooner  carriers  are  permitted  to  handle  their  own  individual 
rate  propositions,  the  better  for  all  concerned. 

H.  D.  McKnight,  Traffic  Manager, 
The  Newton  Steel  Co. 

Youngstown,  O.,  October  11,  1921. 


the  benefit  of  the  readers  of  The  Traffic  World.    From  the  writer's 
viewpoint,  his  remarks  mean  nothing. 

The  fact  that  at  one  time  all  lines  had  an  excess  of  ton- 
nage has  nothing  to  do  with  the  subject  of  management  at  the 
present  time.  There  was  a  time  when  all  business  was  over- 
crowded, which  condition  does  not  exist  now,  and  tne  past  ab- 
normal business  would  have  nothing  to  do  with  the  present 
prosperity  of  a  private  enterprise  whose  head  was  aoie  to  force 
others  to  patronize  his  particular  institution. 

Business  coercion  is  one  method  of  achieving  success,  and 
business  management  is  another.  In  so  far  as  the  D.  T.  &  I. 
transformation  from  depression  to  prosperity  is  concerned,  the 
writer  agrees  with  others  that  the  influence  of  the  Ford  Motor 
Company  tonnage  is  responsible. 

The  Luetkemeyer  Co., 
L.  J.  Bodie,  Traffic  Manager. 

Cleveland,  Ohio,  October  5,  1921. 


FORD  AND  HIS  RAILROAD 

Editor   The  Traffic   World: 

I  have  read  the  expression  of  Mr.  Dunham,  of  the  Toledo 
Distributing  &  Forwarding  Company,  in  the  Open  Forum  of  Oc- 
tober 1,  in  regard  to  the  D.  T.  &  I.  R.  R,  and  its  management 
by  Henry  Ford. 

It  may  possibly  be  that  Mr.  Dunham  has  something  reserved 
In  his  mind  which  he  has  been  unable  to  express  in  writing  for 


PROMETHEUS  AND  EPIMETHEUS  OF 
LABOR 

Editor  The  Traffic  World: 

In  the  beginning  was  labor.  Scientists  tell  us  that,  with 
the  advent  of  animal  life,  the  first  and  only  brain  cells  were 
those  of  acquisition,  the  instinct  to  acquire  food  and  shelter. 
After  thousands  of  years,  nature  formed  the  cells  that  developed 
cunning,  which  taught  the  mammals  to  combat  other  animals 
with  strategy.  Finally  the  homing  instinct  was  created.  This 
brought  to  the  animal  kingdom  the  desire  to  store  up  food  and 
provide  a  domicile  as  well  as  a  fortress  for  their  descendants. 

In  all  this  evolution  the  animal  brain  developed,  more  labor 
was  required  to  meet  man's  necessity  and,  much  later,  to  meet 
a  groping  desire  for  the  luxuries  of  life. 

In  early  Greece  there  lived  two  brothers,  Prometheus  and 
Epimetheus.  In  disposition  and  character  they  represented  the 
two  extremes  of  human  nature.  Prometheus,  meaning  "fore- 
thought," made  men  of  clay  whom  he  imbued  with  fire  from 
heaven,  so  that  they  became  live,  active  human  beings.  When 
we  realize  what  this  Greek  was  up  against,  the  task  to  arouse 
these  almost  inanimate  objects  into  useful  citizens  seemed  hope- 
less. He,  however,  infused  them  with  his  own  celestial  fire, 
inspiring  them  with  his  own  indomitable  courage  and  fired 
them  with  his  own  vaulting  ambition. 

We  have  seen  many  a  Prometheus  in  the  labor  movement 
of  today,  energetic,  aggressive  leaders  diffusing  courage,  faith, 
and  enthusiasm  into  a  body  of  discouraged,  stagnant,  and  list- 
less followers. 

What  was  it  that  changed  those  men  of  clay  into  potential 
powers  for  good?  It  was  the  'fire  from  heaven' — the  idealism 
and  inspiration  of  a  disinterested  and  unselfish  leader.  What 
was  the  character  of  that  man  that  made  it  possible  to  help 
others?  It  was  his  knowledge.  "Knowledge"  said  Bacon,  "is 
power."  Only  men  of  forethought  and  knowledge  used  unselfishly 
and  disinterestedly,  can  lead  men  to  lofty  ideals  and  successful 
accomplishment. 

Epimetheus,  meaning  "afterthought,"  unlike  his  brother, 
was  one  of  the  many  who  fail.  Lacking  the  divine  flre  he  was 
powerless  to  instill  these  men  with  life.  He  could  not  devise 
a  way  or  discover  means  of  animation,  because  he  looked  back- 
wards, not  forewards,  down,  not  up.  Self-satisfied  and  self- 
centered,  his  life  was  spent  in  self-gratification,  for  selfish  ends. 
Today  we  know  of  nothing  he  did  to  advance  or  uplift  humanity. 

We  still  have  Epimetheus  with  us  in  the  labor  movement. 
Some  still  persist  in  retrospecting.  They  talk  a  lot  about  the 
"good  old  times,"  but  do  nothing  to  improve  the  present  "bad 
times."  They,  too,  will  be  relegated  to  oblivion.  There  is  no 
standing  still.  If  we  don't  progress,  we  retrogress;  there  can 
be  no  middle  course. 

What  was  the  fate  of  the  idealist  of  early  Greece?  Mythology 
tells  us  that  Jupiter,  jealous  of  Prometheus'  power,  chained  him 
to  a  rock  on  Mt.  Caucasus  where  vultures  preyed  on  his  vital 
organs. 

Is  not  that  the  result  of  real  ability?  How  often  the  vul- 
tures of  human  society  prey  upon  the  life  of  their  greatest  bene- 
factors. Even  in  the  labor  movement,  where  there  should  be 
co-operation,  there  are  the  omnipresent  birds  of  prey,  jealousy, 
deceit,  selfishness,  avarice,  critics,  knockers,  prevaricators,  and 
fault-finders,  clawing  at  the  very  life  of  the  institutions  they 
pretend  to  protect.  Why  should  there  be  schisms,  dissensions, 
and  strife  within  the  labor  movement?  The  original  purpose  of 
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unions  was  to  improve  working  conditions  for  all.  If  this 
motive  is  to  be  accomplished.  It  cannot  be  done  by  malicious 
whispering  campaigns,  vituperative  innuendoes,  or  by  compelling 
action  through  force. 

Labor  needs  to  develop  a  spirit  of  loyalty  for  Its  employers 
as  well  as  for  its  organizations.  The  morale  that  actuated 
workers  in  industry  seems  to  have  been  lost  In  our  modern  ideas 
of  what  is  a  living  wage. 

What  is  needed  most  to  aujust  labor  conditions  today  is  a 
constructive  policy  of  co-operation  rather  than  a  destructive 
spirit  of  retaliation. 

E.  H.  Morton,  President, 
Order  of  Railroad  Station  Agents. 

Smithsburg,   Md.,    September  29,   1921. 


BASIS  FOR  REPARATION   . 

The   Traffic  World   Washington  Bureau 

In  the  closing  arguments  on  Ex  Parte  No.  80  (Traffic  World, 
Oct.  8,  p.  700)  attorneys  for  shippers  pointed  out  what  they 
called  the  absurdities  that  would  follow  the  Commission's  adop- 
tion of  Finerty's  proposition,  which,  notwithstanding  his  pro- 
tests, they  continued  to  treat  as  a  proposal  to  make  the  rates 
prescribed  in  General  Order  No.  28  retroactive  to  January  1, 
1918. 

Ross  D.  Rynder,  for  Swift  &  Co.,  at  one  time  the  Commis- 
sion's chief  examiner,  said  he  could  not  recall  one  instance  in 
which  the  Commission  had  held  a  rate  to  be  unreasonable  per  se. 
All  its  decisions  were  that  given  rates  were  unreasonable  in 
comparison  with  other  rates.  Therefore,  the  Finerty  argument, 
he  suggested,  called  on  the  Commission  to  examine  every  rate 
in  effect  prior  to  June  24  that  might  be  attacked,  to  see  whether, 
after  all  elements  had  been  allowed  for,  the  money  obtained 
from  It  would  give  more  than  a  reasonable  return  on  the  in- 
vestment. 

"I  do  not  see  that  Mr.  Finerty  is  advocating  a  retroactive 
application  of  any  downward  revision  of  rates,"  suggested  Mr. 
Rynder,  who  contended  that  an  unreasonable  rate  was  just  as 
much  a  violation  of  law  as  an  overcharge  and  shou'd  not  be 
judged  by  any  rule  other  than  the  one  governing  an  overcharge, 
even  if  the  avenue  to  the  remedy  were  different. 

Paul  N.  Blanchard,  for  Armour  &  Co.,  resorted  to  diagrams 
on  the  Commission's  blackboard  to  show  what  would  follow  the 
application  of  Finerty's  rule.  He  took  three  rates,  each  20 
cents  per  100  pounds,  for  purposes  of  illustration.  In  one  case 
he  imagined  the  Commission  holding  that  19  cents  would  have 
been  reasonable;  in  another  that  18  cents  would  have  been  rea- 
sonable, and  17  cents  as  the  reasonable  substitute  for  the  third 
20-cent  rate.  As  to  the  18-cent  rate,  the  reparation,  for  ship- 
ments prior  to  January  1,  1918,  wou'd  be  two  cents  and  on  the 
17-cent  rate,  three  cents.  Under  the  Finerty  rule  the  man  who 
paid  the  most  unreasonable  rate  on  shipments  in  1917  would 
be  the  most  heavily  mulcted  on  shipments  in  the  six  months' 
period  between  January  1  and  June  24. 

Blanchard  said  the  proposition  was  dangerous  in  that  it  pro- 
posed retroactive  application  of  rates,  which,  of  course,  meant 
that,  at  all  times,  shippers  would  have  to  be  prepared  to  pay 
more  for  the  service  long  after  it  was  rendered  than  they 
thought  they  would  have  to  pay.  He  said  the  trouble  with 
Finerty's  argument  was  that  it  was  composed  of  generalities, 
while  the  cases  with  which  the  Commission  dealt  were  specific. 

Francis  B.  James  used  for  i'lustration  the  case  of  one  of 
his  clients  in  which  the  railroads  admitted  they  had  made  an 
error  In  the  publication  of  the  rates  by  which  his  client  was 
called  on  to  pay  40  cents  a  ton  more  on  silica  sand  than  other 
users  of  sand.  Notwithstanding  that  admission,  Finprty.  eight- 
een months  after  the  Commission's  order  was  entered,  declined 
to  pay  on  the  ground  that  the  question  was  involved  in  Ex  Parte 
No.  80. 

"During  the  war  -vre  gave  our  money  to  Uncle  Sam  freely 
and  quickly,"  said  Mr,  James.  "We  feel  that  he  should  deal 
with  us  in  the  same  way,  but  I  am  ashamed  of  him  as  he  is  now 
represented." 

J.  H.  Henderson,  for  the  Iowa  commission,  said  he  had  never 
filed  a  case  for  reparation  only..  Therefore,  he  felt  that  he  could 
speak  on  the  subject  without  bias.  He  said  the  railroads  might 
as  well  ask  for  the  application  of  Ex  Parte  No.  74  rates  in  all 
cases  In  which  reparation  was  awarded  on  shipments  moving 
prior  to  August  26.  1920.  as  the  Railroad  Administration  wasi 
asking  for  the  retroactive  app'ication  of  General  Order  No.  28 
rates  because,  according  to  Director-General  Hines,  the'r  neces- 
sities in  the  early  part  of  1920  were  as  great  as  in  the  early 
part  of  1918. 

F.  A.  Gaynor,  for  the  Onera!  Motors  Companv,  and  F.  W. 
Knoche,  for  the  Italian  High  Commission  and  the  United  Stated 
Steel  Products  Company,  which  had  complaints  before  the 
Commission  for  reparation  in  the  early  part  of  1918,  made  argu- 
ments along  the  same  line. 

In  closing,  Mr.  Flnerty  asked  the  Commission  If  it  decided 
to  adhere  to  the  tentative  report  In  the  Nagase  case,  to  maku 
findings  on  three  points — namely: 


First.  If  th«  r»U  foufl*  r«a*ons,bl«  on  and  afUr  June  15  1*  m«»» 
than  reasonable  for  the  lira*  «fior  to  June  26,  what  facts  show  It  *• 

Second,  would  a  rate  found  r«aa,6nabl«  on  and  after  June  U  H 
mora  than  rensonahle  before  that  da'1«.  «xc«pt  for  the  actual  publica- 
tion of  lower  rutoi?  If  not,  why  not? 

Third,  would  the  Commission  have  condemned  as  unreasonable 
rates  before  June  25  had  thn  rates  after  June  26  not  been  higher  than 
tho  general  level  prior  to  June  25? 

FLORIDA  RAILROAD  ABANDONMENT 
The  Seaboard  Air  Line  Railway  Company  has  been  author- 
ized by  the  Commission  to  abandon  a  little  more  than  half  a 
mile  of  railroad  extending  from  Fruitville  Junction  to  Fruitville, 
In  Manatee  County,  Florida.  In  the  five  years  ended  December 
31,  1920,  the  Commission  said,  the  total  passenger  revenue  was 
$2.25,  and  the  freight  traffic  has  consisted  of  small  quantities 
of  fruit  and  merchandise,  a  few  cattle  and  hogs,  and  one  carload 
of  lumber  a  week.  The  tracks  will  be  taken  up  and  used  else- 
where by  the  company. 

POSITIONS   WANTED  OR  (HEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion,  Jl.OO  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line.  50c:  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TTtAKF'P  WOni/D.  41»  South  Mnrfcrt  Street.  Chicago.  III. 

WAITED— TRAFFIC  MAN— Kxpert  freight  bill  rate  auditor.  At 
least  eight  years'  railroad  and  three  years'  public  freight  bureau  ex- 
perience checking  freight  bills.  Appficant  must  positively  have  been 
employed  by  a  public  freight  bureau:  none  others  need  apply.  State 
full  particulars,  giving  names  of  employers  operating  freight  bureau, 
time  employed,  and  age.  Salary,  $2.000  a  year,  and  commission  aggre- 
gating $5.000  annually  in  addition.  Sptendid  opportunity  for  the  right 
man.  W-'t"  Siiitp  son  487  Rronrlwav.  MPW  York  City. 

WANTED — Industrial  traffic  position,  by  capable  married  man,  age 
thirty.  Twelve  years'  railroad  experience,  rates,  claims,  etc.  Western 
territory  preferred.  Address  J.  M.  R..  Traffic  World,  Chicago. 

FOR  SALE — Several  thousand  first-class  No.  1  6x8  8  ft.  oak 
railroad  cross  ties.  Can  also  furnish  oak  switch  ties  to  order.  L.  E. 
Pearson.  Kdwnrdshnrer.  Mirhlpfln. 

FOR  SALE — Baxter  Charcoal  Car  Heaters.  John  Gund  Brewing 
Co  .  lacrosse.  Wia. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

WWteheld   SamrnU 


Phone  M.ln  2210 


417   SOUTHERN  BUILDING 


FO  R     SALE 

Lust,  Supplemental  Digest  of  Drci'  ions  I.  C.  C.  Act;  four 
volumes,  1912  to  1918.  Cloth  binding. 

Lust,  Loss  and  Damage  Claim*.     Cloth  binding. 

Lust,  Loss  and  Damage  Review.     Paper  binding. 
Vol.  No.  1—4  parts.     Vol.  No.  2—4  psrts. 

Merriman's  Claim  Between  Carriers  and  Shippers.  Cloth 
binding. 

Richards  on  Insurance.     Cloth  binding. 

Moore  on  Carriers.     Cloth  binding. 

I.  C.  C.  Reports  of  Decision*,  1906  to  1918,  incl.  Cloth  binding. 

American  Commerce  >*sociatirn,  18  cloth  volumes,  cover- 
ing all  phases  of  Trafi  c  work  •  Executive  Edition. 

La  Salle  University  Set  of  Hand  Book*  «r  used  in  their 
traffic  course.  Address 

R.  A.  VAN  KIRK,  45  Stratford  Road,  Buffalo,  N.T. 
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UNEMPLOYMENT    CONFERENCE 

The  Traffic  World  Washington  Bureau 

The  President's  unemployment  conference  completed  its 
work  October  13  and  adjourned,  after  instructing  the  organ- 
ization committee  to  appoint  a  standing  committee  which  is  to 
continue  investigation  of  the  unemployment  question. 

Reports  on  which  the  members  of  the  committees  were  in 
full  harmony,  except  the  report  of  the  transportation  committee, 
were  adopted.  Reports  from  committees  that  showed  disagree- 
ment among  the  members  were  received  and  laid  on  the  table. 
The  report  of  the  transportation  committee  was  not  read,  nor 
discussed  nor  adopted,  although  it  contained  no  dissent.  W.  S. 
Carter,  the  labor  member,  filed  a  supplemental  report,  but  did 
not  dissent  from  what  his  colleagues  said.  The  report,  signed 
by  E.  E.  Clark,  Charles  H.  Markham,  Raymond  R.  Pearson, 
Charles  P.  Neill  (executive  secretary),  and  W.  S.  Carter,  is  as 
follows : 

As  to  the  facts  of  unemployment  in  railroad  transportation  service, 
the  committtee  has  had  before  it  certain  figures  furnished  to  the  com- 
mittee on  statistics  by  the  Interstate  Commerce  Commission  and  fur- 
ther figures  prepared  by  the  Bureau  of  Railway  Economics  and  certain 
other  figures  filed  with  the  committee  by  representatives  of  the  em- 
ployes and  prepared  by  the  statistical  bureau  of  the  United  States 
Railroad  Labor  Board.  The  Interstate  Commerce  Commission  figures 
show,  taking  the  average  number  of  employes  of  Class  1  steam  roads 
for  the  calendar  years  from  1916  to,  1920,  inclusive,  that  there  was  a 
steady  increase  in  the  number  of  employes  during  each  of  these  years 
over  the  year  preceding.  Using  only  thousands  and  beginning  with 
1916  there  were  1,647,000  employes;  in  1917,  the  number  increased 
86,000;  in  1918  there  was  an  increase  of  105,000;  in  1919  an  increase  of 
70  000;  and  in  1920  another  increase  of  105,000;  making  the  total  num- 
ber of  employes  for  the  year  1920,  2,012,000.  During  the  first  six 
months  of  1920  there  was  unusual  steadiness  in  employment,  there 
being  in  January  2,000,105  employes  and  in  June,  2,056.381. 

During  the  six  months  the  fluctuations  above  and  below  the  aver- 
age for  the  year  did  not  exceed  50,000  on  either  side,  or  a  variation  of 
only  about  2'%  per  cent  above  or  below  the  average  for  the  year.  The 
number  of  employes  increased  very  materially  during  July,  August, 
September  and  October,  1920,  as  during  these  months  transportation 
was  steadily  on  the  increase,  as  shown  by  weekly  freight  car  loadings, 
in  November  business  began  to  fall  off  and  the  decrease  was  marked 
in  December.  During  November  and  December  railroad  employment 
began  to  decline.  In  January,  1921,  there  were  125,000  less  men  on  the 
payroll  than  in  January,  1920,  and  250,000  less  men  than  in  June,  1920. 
The  reduction  of  employes  continued  through  February  and  March, 
1921  and  reached  its  peak  in  April,  1921,  there  being  128.000  less  men 
on  the  payroll  in  February,  1921,  than  in  January  of  that  year;  in 
March  83,000  less  than  February:  and  in  April  50,000  less  than  in 
March  In  1921  there  were  410,000  less  men  on  the  payroll  than  in 
April  1920.  There  was  a  slight  increase  in  the  number  of  men  on  the 
payroll  in  May  and  June,  1921,  as  compared  with  April.  1921,  May 
showing  an  increase  of  33,000  over  April,  and  June  showing  an  increase 
of  11,000  over  May;  but  even  with  these  slight  increases  over  April, 
1921  June  snowed  470,000  less  men  on  the  payroll  than  June,  1920. 

The  figures  of  the  Interstate  Commerce  Commission  give  the 
number  of  men  in  totals,  but  not  classified,  while  the  figures  from  the 
statistical  bureau  of  the  railroad  board  showed  the  number  out  of 
employment  by  classes.  The  figures  submitted  by  the  labor  board, 
however,  compare  March,  1921,  with  August,  1920. 

In  considering  comparison  between  these  two  dates  it  must  be 
borne  in  mind  that  employment  in  the  largest  numerical  group  of  rail- 
road employes — that  is.  maintenance  of  way  and  unskilled  labor  forces 
— is  probably  very  near  the  minimum  in  the  month  of  March  and  near 
the  maximum  in  the  month  of  Augvist. 

Using  these  dates,  the  Railroad  Labor  Board  figures  show  a  little 
over  600,000  more  men  on  the  payrolls  of  the  Class  I  roads  in  August, 
1920,  than  in  March,  1921.  As  the  result  of  the  months  chosen,  how- 
ever of  the  total  number  of  men  out  of  employment  over  one-half  of 
them  are  embraced  in  the  single  group  designated  as  maintenance  of 
way  and  unskilled  labor  forces,  there  being  a  little  over  307,000  less  in 
March,  1921,  than  in  August,  1920.  • 

In  group  4,  shop  employes,  there  were  over  135,000  more  men  on 
the  payrolls  in  August,  1920,  than  in  March.  1921.  These  two  groups 
alone,  therefore,  represent  over  70  per  cent  of  the  total  amount  of 
unemployment  in  railroad  service,  if  March,  1921,  and  August.  1920,  be 
taken  as  a  basis  of  comparison.  The  figures  as  between  these  two 
months  further  subdivided  show  that  of  section  men  alone  there  were 
over  191,000  less  employed  in  March.  1921,  than  in  August,  1920.  As 
these  two  months  would,  under  normal  conditions,  show  nearly  the 
maximum  in  the  annual  seasonal  fluctuations  of  section  forces,  600,000 
less  men  on  the  payrolls  on  March,  1921,  as  compared  with  August, 
1920,  reflects  cumulative  effects  of  unemployment  due  to  the  inevitable 
annual  seasonal  fluctuation  in  the  number  of  section  men  and  other 
unskilled  labor  forces,  together  with  the  further  reduction  in  forces 
due  to  the  present  acute  depression.  Comparing,  however,  the  same 
month  in  1921  with  1920,  the  latest  figures  available,  those  for  the 
month  of  June  showed  very  nearly  500,000  men  off  the  payrolls  in  rail- 
road service,  this  being  nearly  25  per  cent  of  the  total  number  em- 
ployed in  June,  1920. 

The  figures  above  discussed  are  payroll  figures  and  show,  as 
stated,  the  number  of  men  actually  off  the  payrolls  on  the  date  on 
which  the  figures  were  gathered.  This,  of  course,  is  not  the  full  meas- 
ure of  unemployment.  It  rather  reflects  total  unemployment,  with  a 
consequent  wiping  out  of  the  entire  income  from  wages  of  those  who 
have  been  dropped.  "We  have  to  recognize  frankly  that  there  is  a  fur- 
ther degree  of  unemployment  in  railroad  service  as  in  other  service, 
due  to  the  fact  that  many  employes  are  working  only  part  time  with 
a  consequent  diminution  in  income.  In  the  railroad  service  this  par- 
tial unemployment  in  the  shop  crafts  is  brought  about  by  the  entire 
closing  down  of  the  shop  for  short  periods  or  for  certain  days  in  the 
week,  while  working  the  full  day  at  other  times.  In  the  direct  work 
of  transportation  carried  on  by  engine  and  train  men,  this  partial 
unemployment  is  reflected  in  a  different  way,  for  while  the  reduction 
in  the  volume  of  traffic  would  lay  off  a  certain  number  of  these  em- 
ployes, it  also  spreads  the  opportunity  for  employment  for  those  who 
remain  more  thinly  among  them  so  that  all  of  those  who  remain  in 
what  is  known  as  "pool  service."  which  embraces  a  large  ma.iority 
of  those  In  direct  transportation  service,  suffer  diminished  earnings 
through  diminished  opportunities  for  actual  employment. 

Two  very  different  elements  enter  into  the  causes  of  this  present 
unemployment  in  railroad  service.  On  the  other  hand,  tens  of 
thousands  of  engine,  train  and  yard  men,  and  clerical  and  station 
forces,  are  without  emplovment  and  off  the  payrolls  because  the  rail- 
roads have  no  work  to  offer  them.  By  reason  of  the  general  stagna- 


tion of  business,  the  work  is  not  there  to  be  done;  and  even  if  the 
railroads  were  fortunate  enough  to  have  on  hand  available  funds,  this 
would  not  create  employment  for  the  class  of  employes  just  referred 
to.  But  in  the  case  of  many  classes  of  employes  in  the  maintenance 
of  way  and  maintenance  of  equipment  departments,  the  sitxiation  is 
markedly  different;  the  work  is  actually  there  and  waiting  to  bo  done: 
and  the  reason  that  many  of  the  employes  who  are  now  idle  and 
earning  nothing,  are  not  at  work  on  the  jobs  that  are  there,  is  because 
of  the  financial  inability  of  the  railroads  generally  to  undertake  the 
work  that  is  waiting. 

A  very  considerable  amount  of  renewal  and  repair  work  in  both 
the  maintenance  of  way  and  the  maintenance  of  equipment  depart- 
ments, that  would  under  normal  circumstances  have  been  done  cur- 
rently, has  been  steadily  deferred  because  of  lack  of  available  funds  to 
purchase  supplies  and  to  meet  the  payrolls  for  such  work;  and  this 
deferring  of  work  with  its  direct  consequence  of  unemployment  is 
still  going  on.  The  extent  of  it  is  indicated  by  figures  prepared  by 
the  Bureau  of  Railway  Economics.  In  June,  1920,  the  total  number  of 
"bad  order  cars" — that  is,  cars  out  of  service  and  awaiting  repair  or 
reconstruction — was  170,493.  Their  number  remained  practically  sta- 
tionary until  the  end  of  1920,  it  having  risen  only  to  182,000  in  Decem- 
ber of  that  year. 

As  already  stated,  business  had  fallen  off  sharply  from  October  to 
January,  being  only  683,652  as  against  995,093  in  the  previous  October. 
In  January  repair  and  construction  work  accordingly  began  to  be  de- 
ferred, and  the  number  of  bad  order  cars  mounted  steadily,  until  in 
June,  1921,  it  stood  at  the  enormous  number  of  341.337.  This  post- 
ponement of  repair  work  has  continued  until  in  September  the  number 
of  bad-order  cars  had  mounted  up  to  374,087,  which  is  nearly  three 
times  the  proportion  of  cars  normally  in  bad  order. 

It  is,  therefore,  perfectly  obvious  that  there  is  a  large  amount  of 
work  in  railroad  service  actually  ready  and  waiting  to  be  started;  and 
could  be  started  as  a  practical  and  effective  unemployment  measure 
the  moment  funds  become  available  to  purchase  supplies  and  re- 
employ  the  men  now  waiting,  idle  and  anxious,  at  the  gate. 

This  committee,  therefore,  recommends  that  this  conference  urge 
upon  Congress  the  immediate  passage  of  a  bill  such  as  Senate  Bill 
2337  (funding  bill),  as  a  very  obvious  and  direct  means  for  the  im- 
mediate reduction  of  unemployment  in  railroad  service.  The  discretion 
now  vested  by  law  in  the  President  should  not  be  restricted,  but 
inasmuch  as  the  funding  provided  for  in  the  plan  proposed  in  that 
bill  is  here  recommended  as  insuring  relief  to  unemployment,  it  is  sug- 
gested that  it  would  not  be  inconsistent  to  make  such  funding  con- 
ditioned, in  proper  cases,  upon  the  expenditure  of  the  funds  in  such 
channels  as  will  increase  employment. 

As  the  committee  understands  the  bill  referred  to  it  is  not  a 
provision  for  a  gift  by  the  government  to  the  carriers,  as  appears 
to  be  believed  by  many  who  are  misinformed.  Very  few  railway 
companies  have  been  able  to  pay  out  of  current  earnings  for  additions 
and  betterments  chargeable  to  capital  account.  The  compensation 
that  the  government  agreed  to  pay  for  the  vise  of  the  carriers'  prop- 
erties was  measured  by  their  respective  net  railway  operating  in- 
comes for  the  test  period.  It  was,  therefore,  essentially  current  earn- 
ings. If  the  expenditures  made  by  the  government  for  additions  'and 
betterments  chargeable  to  capital  account  are  deducted  from  the 
compensation  due  to  the  carriers,  the  effect  is  to  force  payment  for 
such  items  from  current  earnings.  That  necessarily  depletes  in  im- 
portant measure  the  funds  that  should  be  available  for  maintenance, 
and  caused  deductions  in  working  forces  and  undesirable  deferring 
of  needed  maintenance  work.  This  is  reflected  in  the  statistics  of  the 
bad  order  cars.  If  the  government  now  funds  the  sums  of  money 
expended  during  the  Federal  control  for  additions  and  betterments 
chargeable  to  capital  account  under  proper  security,  it  will  simply 
do  for  the  carriers  in  connection  with  these  expenditures  made  by  the 
government  while  it  had  full  possession  and  control  of  the  properties, 
that  which  is  ordinarily  done  by  the  banker  and  the  investor. 

For  that  part  of  the  unemployment  amongst  railroad  employes 
due  to  the  general  business  depression,  a  very  different  type  of  rem- 
edy must  be  sought.  The  degree  of  employment  or  unemployment  in 
railroad  service  is  peculiarly  sensitive  to  general  business  conditions. 
Depression  in  any  particular  line  of  production  or  commerce  immedi- 
ately reflects  itself  in  the  volume  of  transportation  derived  from  that 
source;  and  when  a  condition  such  as  the  present  exists,  with  de- 
pression in  most,  if  not  all,  lines  of  business,  the  resulting  railroad 
unemployment  bears  a  direct  relation  to  the  extent  of  the  general 
depression.  It  is  obvious,  therefore,  that  any  reduction  of  the  unem- 
ployment in  the  railroad  service  that  is  due  entirely  to  the  lack  of 
demand  for  transportation  can  only  be  brought  about  to  such  extent 
and  with  such  promptness  as  there  is  a  revival  in  business  either  in 
certain  lines  or  in  all  lines. 

Increases  in  activity  in  road  building  and  other  forms  of  public 
construction  work  by  the  nation,  states  and  municipalities  will  in- 
crease the  demand  for  railroad  transportation  and  to  that  extent 
decrease  unemployment  in  railroad  service,  and  we  assume  that  the 
ways  and  means  to  bring  about  the  stimulation  of  this  public  con- 
struction work  will  be  discussed  in  the  reports  of  the  special  com- 
mittees dealing  with  these  topics.  This  committee,  however,  recom- 
mends that  the  conference  also  urge  that  all  railroads  that  are  in  a 
condition  to  do  so  should  at  once  increase  their  maintenance,  repair, 
construction,  and  other  kinds  of  work  to  the  very  fullest  extent  pos- 
sible in  order  that  the  railroads  themselves  may  contribute  just  as 
far  as  they  can  to  increasing  the  opportunity  of  employment. 

This  committee,  however,  fully  appreciates  that  even  if  all  forms 
of  public  work  should  be  pushed  to  the  limit,  it  would  still  only  par- 
tially remedy  the  present  unemployment  in  railroad  service.  Nothing 
short  of  a  general  revival  of  business  can  stimulate  the  demand  for 
transportation  to  an  extent  that  would  furnish  re-employment  to  the 
various  classes  of  railroad  employes  who  are  now  off  the  payroll  and, 
are  waiting  for  the  pick-up  in  transportation  to  furnish  them  again 
the  opportunity  to  earn  a  livelihood.  It  seems,  therefore,  logical  and 
proper  for  this  committee  to  offer  certain  suggestions  to  the  confer- 
ence dealing  with  the  reviving  of  industry  in  general.  There  can  be 
no  general  resumption  of  business  so  long  as  the  "buyers  strike" 
continues  unabated. 

So  long  as  the  public  restricts  its  purchasing  to  the  minimum  in 
the  belief  that  later  it  can  purchase  at  lower  prices,  or  because  of  a 
vague  fear  that  the  future  is  uncertain,  and  that  it  must  husband  its 
purchasing  power  against  unforeseen  developments,  just  so  long  will 
the  present  distressing  depression  not  only  continue,  but  probably 
grow  in  volume  and  intensity.  There  can  be  no  marked  resumption 
of  business  and  no  appreciable  start  toward  a  restored  prosperity 
unless  and  until  we  all  face  the  future  with  courage  and  confidence 
and  deliberately  and  consciously  throw  aside  our  present  policy  of 
postponing  all  except  essential  purchasing  and  begin  to  buy  fre<M\ 
and  generously.  It  is  inevitable  that  our  domestic  conditions  will 
feel  the  effect  of  that  aftermath  of  the  war,  which  has  prostrated 
Europe  and  destroyed  the  market  which  we  had  always  had  there,  bin 
the  natural  doubt  and  timidity  as  to  the  future  which  these  conditions 
have  created  in  the  United  States,  has  brought  about  a  condition  of 
acute  distress  in  our  domestic  affairs  which  is  now  beginning  clearly 
to  show  itself  with  the  certainty  that  it  will  rapidly  spread  unless 
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we  resolve  that  by  conscious  effort  we  will  bring  about  such  resump- 
tion of  prosperity  as  we  can. 

In  the  face  of  the  present  depressed  conditions  every  individual 
should  be  willing  to  make  some  sacrifices  for  the  general  good  in  the 
same  patriotic  spirit  as  most  of  our  citizens  made  them  under  the 
stimulus  of  war  necessities.  A  patriotic  and  civic  spirit  in  each  in- 
dividual is  just  as  necessary  for  the  common  good  in  time  of  peace 
as  in  time  of  war;  and  it  should  not  be  cast  aside  with  the  cessation 
of  hostilities.  We  should,  further,  frankly  recognize  and  assimilate 
the  changed  ideals,  conditions  and  attitudes  of  mind  that  were  born 
of  the  war  and  that  will  persist.  Our  ideals  of  democracy  and  of  lib- 
erty are  the  object  of  attack  and  assault  in  times  of  peace  from 
enemies  that  are  as  dangerous  and  more  insidious  than  an  armed  foe. 
We  must  meet  such  attacks  with  the  same  patriotic  devotion  and 
sacrifice  that  we  would  contribute  to  the  support  of  our  naval  and 
military  forces  in  time  of  war.  It  should  be  further  frankly  recog- 
nized that  any  long  continuance  of  the  present  situation  is  playing 
directly  and  very  effectively  into  the  hands  of  these  forces  of 
demoralization. 

Although,  even  at  the  best  we  can  expect,  our  domestic  business 
conditions  will  inevitably  reflect  in  some  degree  the  general  world 
prostration,  and  while  we  cannot  hope  by  and  of  ourselves  to  restore 
the  fullest  measure  of  pre-war  prosperity,  we  could,  if  each  of  us 
individually  would  regard  it  as  his  duty  and  would  determine  without 
delay  to  "buy  till  it  hurts,"  create  a  condition  of  business  which  com- 
pared with  the  present  would  represent  a  marked  degree  of  prosperity. 

The  preliminary  recommendations  of  the  Advisory  Committee 
point  out  that  manufacturing  for  stock  and  rotation  of  employes 
would  each  tend  to  alleviate  the  growing  evil  of  unemployment.  Pro- 
ducing for  stock,  wherever  at  all  possible,  would  certainly  tend  to 
lessen  unemployment,  but  it  carries  with  it  hazards  and  possibilities 
of  loss  to  the  individual  producer.  Rotation  of  labor  forces  would 
relieve  those  more  acute  cases  of  distress  due  to  entire  unemploy- 
ment but  it  merely  distributes  the  burden  of  the  present  situation 
more  widely  amongst  wage  earners,  increases  partial  unemployment, 
and  does  not  appreciably  decrease  the  sum  total  of  unemployment. 
It  is  unfair  and  would,  therefore,  probably  be  futile  for  the  confer- 
ence to  appeal  to  the  employing  and  wage  working  groups  of  the 
public  to  assume  voluntarily  the  risks  or  make  the  sacrifices  involved 
in  the  remedial  measures  above  referred  to,  if  each  of  those  in  the 
other  groups  constituting  the  consuming  public  has  an  eye  single  tor 
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The  committee,  therefore,  recommends  to  the  general  body  of 
the  conference  that  it  urge  upon  the  public  the  policy  of  immediate 
general  buying  as  a  patriotic  duty;  that  it  formulate  a  program  to 
direct  such  buying,  as  far  as  it .  may  be  practicable,  into  the  lines 
where  unemployment  is  most  serious,  and  that  it  also  formulate,  or 
suggest  a  program  under  which  individual  communities  may  create 
organizations  to  guard  against  the  possibility  of  sellers  taking  advan- 
tage of  the  new  activity  of  purchasers  to  push  up  prices  or  to  make 
undue  profits  out  of  a  movement  involving  much  of  individual  sacri- 
fice and  growing  out  of  a  sense  of  patriotic  duty. 

In  discussing  the  revival  of  business  as  it  affects  transportation 
service,  we  cannot  lose  sight  of  the  fact  that  farmers  represent  some 
40  per  cent  of  the  total  population;  that  because  of  the  reduction  in 
price  of  what  farmers  have  to  sell,  as  compared  with  what  they  have 
to  buy  there  is  a  very  large  proportion  of  them  who  are  financially 
prostrated  and  whose  purchasing  power  is  reduced  almost  to  the 
vanishing  point.  The  farmer  has  borne  an  undue  share  of  the  burden 
of  deflation;  and  until  this  large  and  important  element  of  the  public 
finds  itself  in  better  financial  condition  and  able  to  come  into  the 
market  as  buyers,  there  cannot  be  a  full  resumption  of  business  or 

°f  'The^co'mmfuel^ihererore,  recommends  and  suggests  that  if  its 
recommendation  for  the  resumption  of  buying  be  adopted  by  the 
conference  and  a  plan  devised  to  direct  such  buying,  special  effort 
be  made  to  direct  such  buying  in  a  way  that  will  bring  relief  to  the 
fullest  extent  possible  to  the  farming  interests. 

In  his  supplement  Carter  said: 

1  concur  in  the  foregoing  report  with  the  inclusion  of  the  f°llo\v- 
inc-     "Inasmuch  as  this  conference  has  been  called  by  the  President 
for 'the  sole  purpose  of  relieving  unemployment,  we  also  recommend 
that  in  the  disbursement  of  the  funds  advanced   to  the  railroads    as 
provided  in  Senate  Bill  2337,   the  railroads  should  be  required  to  de- 
vote  practically   the   entire   sum   so   appropriated   to   the   purchase  of 
labor  and   material   for  maintenance   of  way  and   structures   and   for 
maintenance   of   equipment,   and   that   the   maintenance   of  equipment 
be   performed   in   theP  shops   of   the   railroads   to   their   capacity     thus 
insuring   the    expenditure    of   the   money    so   appropriated   in   t 
employment  of  railroad  labor." 

The  minority  on  the  committee  of  manufacturers,  composed 
of  J  A  Campbell,  W.  M.  Butler,  John  E.  Edgerton,  A.  L.  Hum- 
phrey, W.  N.  Stackhouse,  J.  A.  Penton  and  T.  P.  Hinman,  made 
the  following  recommendation  with  regard  to  the  railroads: 

1      (a)  The  prompt  passage  of  the  measure  funding  the  obligations 
of  the   railroads  for  advances  of  money  by  the  government  for  addi 
tions  and  betterments  made  by  it  during  the  period  of   its  operation 
of  the  roads.     These  expenditures  were  capital  charges  and  would  not 
have  been  undertaken  by  the  roads  without  previous  provision  for 
supply  of  unds,  a  provision  now  impossible  for  them  to  make  m  the 
present  market. 

(b)  The  facilitation  and  expedition  of  payment  of  unsettled  gov- 
ernment obligations  to  the  railroads,  grown  out  of  its  rental  obliga- 
tions This  rental  was  a  substitute  for  the  income  of  the  railroads 
and  is  the  source  from  which  they  meet  their  current  obligations. 
These  measures  are  demanded  by  ordinary  business  fairness.  They 
would  strengthen  the  credit  of  the  roads  and  place  them  in  funds; 
making  possible  the  payment  of  their  supply  bills,  and  their  physical 
rehabilitation;  give  additional  employment  to  labor  and  greatly 

2  That  the  functions  now  performed  by  the  Railroad  Labor  Board 
be  transferred  to  the  Interstate  Commerce  Commission  in  order  that 
the  dual  control  which  establishes. rates  through  one  body  and  requires 
another  to  regulate  the  terms  of  the  largest  item  of  expenditure  shall 
end,  and  opportunity  be  given  for  the  reduction  of  operating  expense 
to  be  immediately  reflected  in  decreased  cost  of  transportation  for  the 
public  good. 

3  That   the   Adamson   act,    enacted    under   circumstances   disap- 
proved by  the  American  public,   be  repealed  as  an  initial  step  in   the 
reduction  of  artificial  and  uneconomic  costs  imposed  upon  the  shipping 
public  by  law. 

^  That  while  we  recognize  no  business  can  permanently  operate 
»t  a  loss,  we  believe  every  employer  should  join  with  every  employe 
in  the  endeavor  to  eliminate  every  discoverable  waste  and  inefficiency 


from  production,  transportation  and  distribution  which  is  practically 
removable,  and  every  element  in  our  citizenship  should  frankly  set  its 
face  against  any  group,  whether  in  agriculture,  business,  labor  or 
tz-ansportation,  that  selfishly  undertakes  to  resist  necessary  economic 
adjustment  in  any  narrow  endeavor  to  protect  its  personal  interests  at 
the  expense  of  the  permanent  betterment  of  our  national  life. 

The  committee  on  mining  condemned  the  assigned  car  rule 
and  called  for  the  strict  enforcement  of  the  Esch-Cummins  act, 
which  the  members  of  the  committee  read  as  forbidding  the 
use  of  the  assigned  car  rule.  That  committee  said: 

1.  As  our  bituminous  coal  deposits  are  ample  and  the  developed 
mine  capacity  is  far  in  excess   of  the   country's  bituminous   coal  re- 
quirements, therefore  safeguarding  the  public's  coal  supply  is  mainly 
a  question  of  car  supply  and  transportation. 

2.  As   the   preferential   car  supply   was  permitted  to   exercise  its 
evil  influence  in  1920  with  most  disastrous  results  to  our  peiple,  your 
committee   respectfully   recommends   that   the   Esch-Cummins   act   be 
hereafter  rigidly   enforced  to  the  end   that  there  shall   be  no  prefer- 
ential use  or  assignment  of  railroad  cars  in  the  coal  industry.     This 
practice  has  been  condemned  as  an  evil  by  the  fuel  administration  in 
1918,    by   the   presidential   coal   commission   in   1920,   and   is  prohibited 
by  the  Esch-Cummins  law,  all  recognizing  that  it  results  in  reducing 
coal   costs   to   users   of  the   preferential   fuel    cars   only,   and   thereby 
unduly  increases  the  cost  of  coal  to  the   remainder  of  the  coal   con- 
suming public  who  do  not  enjoy  the  use  of  the  preferential  car.    It  has 
the  further  baleful  effect  of  increasing  both  unemployment  and  irregu- 
larity of  employment  at  the  mines  not  enjoying  the  use  of  the  prefer- 
ential fuel  cars:   all   resulting  in  the  unnecessary  pyramiding  of  coal 
costs  upon  all  coal  consumers. 

.3.  As  an  aid  to  present  unemployment,  as  a  substitute  for  the 
assigned  car  and  to  avert  the  peak  load  at  bituminous  coal  mines  your 
committee  therefore  further  recommends  that  this  conference 
memorialize  the  committee  of  railroad  executives  and  ask  that  they 
gradually  accumulate  and  maintain  along  their  lines  of  railway 
throughout  this  country  a  quantity  of  bituminous  coal  sufficient  to 
take  care  of  their  requirements  for  a  period  of  at  least  five  months 
as  that  quantity  should  provide  for  their  requirements  over  any  rea- 
sonable emergency  that  may  arise,  and  permit  the  remaining  fuel 
consumers  to  fully  employ  our  transportation  facilities. 

4.  Your    committee    further    recommends    that    this    conference 
memorialize    Congress    to    the    effect    that    the    railroads    be    paid    all 
monies  now  owing  them  by  the  federal  government. 

5.  Your     committee     further    recommends     that     the    per     diem 
charge  made  by  railroads  for  cars  used  off  their  lines  be  materially 
increased   and   enough    so    as    to   insure    their   prompt    return    to    the 
owning  railroad,  thereby  materially  increasing  transportation  facilities. 

Vigorous  support  by  former  Chairman  E.  E.  Clark  of  the 
attitude  of  the  Commission  regarding  priority  orders  favoring 
public  utilities,  schools  and  certain  areas  as  to  open-top  equip- 
ment for  the  shipping  of  coal  during  the  severe  car  shortage 
last  year  caused  the  unemployment  conference  to  withdraw 
criticism  it  had  made  of  the  Commission.  The  strictures  against 
the  Commission  were  carried  in  a  paragraph  of  the  report  of 
the  committee  on  construction  industries,  submitted  to  the  con- 
ference October  12.  When  the  report  was  read  Mr.  Clark  arose 
and,  after  upholding  the  Commission,  asked  that  the  paragraph 
be  eliminated.  This  was  done  when  the  motion  to  that  effect 
was  put  by  Secretary  Hoover,  with  the  understanding  that  the 
subject  would  be  the  object  of  a  separate  report  to  be  brought 
before  the  conference. 

The  substance  of  the  objectionable  paragraph  was  the 
charge  that  the  Commission  issued  priorities  without  giving  full 
hearings  and  deprived  the  construction  industry  of  the  use  of 
open-top  cars,  and  said  that  full  hearings  should  be  provided 
in  the  future.  Mr.  Clark  declared  that  the  Commission  had 
acted  for  the  best  interests  of  the  public,  had  shown  no  preju- 
dice for  or  against  any  given  industry,  and  that,  if  full  hearings 
were  held,  the  emergency  would  long  since  have  passed  before 
the  testimony  was  completed. 

The  paragraph  reads  as  follows: 

The  Interstate  Commerce  Commission  did  declare,  without  full 
hearings  from  all  the  parties  interested,  an  emergency  which  took 
away  from  the  construction  industry  the  use  of  open-top  cars.  In  the 
interest  of  an  equal  opportunity  to  all  industry,  the  Interstate  Com- 
merce Commission  should  provide  full  hearings  to  all  interested  in 
matters  of  this  kind  in  the  future. 

It  was  pointed  out  by  Mr.  Clark  that  Congress  had  delegated 
emergency  powers  to  the  Commission  over  car  service  solely 
in  the  interest  of  the  public  and  the  Commission  had  acted  as 
it  did  regarding  use  of  open-top  cars  for  coal  shipments  only 
in  response  to  the  most  urgent  pleas  and  demands  of  the  public 
at  large.  The  Commission,  he  stated,  obviously  did  only  what 
was  necessary  and  .the  thing  that  was  required  to  prevent  the 
people  from  suffering  for  want  of  coal. 


TO  RELIEVE  UNEMPLOYMENT 

The  conference  called  by  the  President  to  discuss  the  un- 
employment problem  and  to  seek  a  solution  for  it,  will,  it  Is 
hoped,  result  in  means  for  at  least  a  partial  remedying  of  the 
situation,  according  to  The  Guaranty  Survey,  published  by  the 
Guaranty  Trust  Company  of  New  York.  The  Survey  says,  in 
part: 

"It  would  be  unreasonable  to  expect  the  conferees  to  offer  a 
panacea  for  unemployment  in  this  country,  the  causes  of  which 
are  not  merely  domestic  but  are  to  be  found  chiefly  in  universal 
economic  reactions  that  have  inevitably  followed  the  most  de- 
structive and  exhausting  war  in  all  history.  We  cannot  hope  to 
have  normal  employment  here  when  there  is  so  much  unemploy- 
ment and  industrial  depression  elsewhere.  The  best  way  to 
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restore  the  prosperity  of  each  country  is  to  restore  the  prosperity 
of  all  countries. 

"Perhaps  the  one  most  immediately  effective  measure,  how- 
ever, which  the  government  could  take  to  ameliorate  the  situa- 
tion would  be  the  funding  of  the  existing  indebtedness  of  the 
railroad  companies  on  account  of  capital  expenditures  while  the 
roads  were  under  its  control.  That  would  place  at  the  disposal 
of  the  roads  $500,000,000  and  would  materially  improve  their 
financial  position  and  hasten  the  time  when  they  could  make 
much  needed  expenditures  for  maintenance,  improvements  and 
expansion. 

"Some  relief  is  being  provided  through  the  recent  sale  by 
the  government  of  railroad  equipment  trust  certificates,  but  the 
amount  involved  is  as  yet  comparatively  small,  and  this  does 
not  obviate  the  necessity  for  the  funding  of  the  indebtedness. 
To  delay  that  action  is  to  retard  our  economic  recovery  and  pro- 
long, if  not  increase,  unemployment. 

"The  fact  that  the  net  operating  income  of  the  railroads  has 
steadily  increased  during  the  last  few  months  does  not  warrant 
the  conclusion  that  the  railroads  are  on  a  profitable  basis,  for 
they  are  not.  The  betterment  in  their  financial  condition  has 
been  due  largely  to  drastic  economies  in  operating  costs,  chiefly 
effected  by  the  reduction  of  their  working  forces,  and  to  post- 
ponement of  repair  and  maintenance  work.  It  is  estimated  that 
the  total  deferred  maintenance  item  amounts  on  ways  and  struc- 
tures to  approximately  $500,000,000,  and  on  equipment  to  around 
$175,000,000.  The  freight  carried  by  the  roads  during  the  first 
six  months  of  this  year  amounted  to  only  about  780,000,000  tons, 
as  contrasted  with  more  than  1,020,000,000  durins*  the  corre- 
sponding period  of  last  year.  Fewer  passengers,  also,  were  car- 
ried by  the  roads  in  the  first  half  of  the  current  year,  as  com- 
pared with  the  first  half  of  1920.  And  it  should  not  be  forgotten 
that,  despite  the  efforts  of  the  railroads  to  increase  by  every 
possible  means  their  net  onerating  income,  they  are  not  earning 
by  a  considerable  margin  the  5%  per  cent  return,  as  contem- 
plated by  the  transportation  act.  on  the  Interstate  Commerce 
Commission's  tentative  valuation  of  their  properties,  namely, 
$18,900.000,000. 

"The  best  construction  that  can  reasonably  be  placed  on  the 
improvement  which  has  lately  been  effected  in  the  financial  po- 
sition of  the  carriers  is  that  their  comparatively  favorable  show- 
ing under  adverse  conditions  is  a  hopeful  sign.  It  does  not  by 
any  means  remove  the  urgent  necessity  for  funding  their  indebt- 
edness to  the  government,  and  most  assuredly  does  not  warrant 
a  horizontal  reduction  in  railroad  rates." 


Personal  Notes 


FREIGHT  HOUSE  CONGESTION 

The  Erie,  by  means  of  supplement  No.  11  to  its  I.  C.  C.  No. 
16225,  effective  November  10,  has  proposed  a  scheme  for  reliev- 
ing congestion  at  its  West  Street-Chambers  Street  freight  house 
in  New  York  by  creating  a  constructive  station  adjoining  the 
physical  station.  The  plan  has  attracted  considerable  atten- 
tion for  two  reasons.  The  first  is  the  universal  interest  in 
plans  for  avoiding  the  expense  of  delays  resulting  from  con- 
gestion when  business  is  even  only  ordinarily  brisk.  The  second 
is  to  be  found  in  the  fact  that  in  the  St.  Louis  Terminal  case 
(34  I.  C.  C.  453)  the  Commission  condemned  undefined  points 
of  constructive  receipt  and  delivery  on  the  west  bank  of  the 
Mississippi  because  they  were  not  available  to  all  shippers.  The 
question  raised  by  the  Erie  tariff  is  as  to  whether  its  plan  pro- 
vides such  a  definite  scheme  that  the  condemnation  given  in 
the  St.  Louis  Terminal  case  is  avoided  by  it. 

In  .uem  6%  the  Erie  puolication  sets  forth  the  plan  as 
follows: 

WEST   STREET-CHAMBERS   STREET    (Constructive  station  adjoin- 
ing Chambers  Street  Ferry  and   Duane   Street  Station).     (Reduc- 

A  constructive  delivery  and  receiving  point  for  all  kinds  of  freight 
which  could  be  delivered  or  received  under  this  tariff  at  Duane  Street 
Station,  through  which  constructive  delivery  and  receiving  point 
freight  destined  to  shippers'  warehouses  and  stores,  or  coming  from 
said  warehouses  and  stores  is  handled  by  the  United  States  Trucking 
Corporation. 

The  United  States  Trucking  Corporation  acts  as  agent  for  these 
companies  between  said  constructive  delivery  and  receiving  point  imd 
Jersey  City,  N.  J.,  but  do  not  act  as  agents  for  these  companies 
between  said  constructive  delivery  and  receiving  point  and  the  ware- 
house or  store  of  the  shipper  or  consignee. 

Freight  will  be  delivered  and  received  at  this  constructive  de- 
livery and  receiving  point,  when  handled  by  truck  between  such  con- 
structive delivery  and  receiving  point  and  Jersey  City  Station,  under- 
contract  between  Erie  Railroad  Company,  New  York,  Susquehanna 
&  Western  Railroad  Company.  The  New  Jersey  and  New  York 
Railroad  Company  and  the  United  States  Trucking  Corporation. 

In  the  St.  Louis  Terminal  case  the  Commission  said:  "The 
construction,  receipt  and  delivery  of  traffic  at  undefined  points 
on  the  west  bank  of  the  Mississippi  River  found  not  to  be  avail- 
able to  all  shippers  and  therefore  condemned. 

"Not  being  stations  in  a  physical  sense  they  are  available  only 
to  a  limited  class  of  shippers,  namely,  those  who  use  the  services 
of  the  public  transfer  companies  designated  in  the  tariff." 


In  The  Traffic  World,  October  1,  it  was  stated  in  error  that 
H.  B.  Titcomb  had  been  elected  president  of  the  Southern  Pa- 
cific. Mr.  Titcomb's  new  position  is  with  the  Southern  Pacific 
of  Mexico. 

Clarence  P.  Kimball,  connected  with  the  traffic  department 
of  the  Boston  &  Maine  since  1892,  and  who  was  a  member  of 
the  Association  of  Railroad  and  Steamship  Agents  of  Boston, 
died  at  his  home  in  Melrose  Highlands,  Mass.,  October  10. 

W.  E.  Gillespie  has  been  appointed  city  freight  service  agent 
for  the  Louisville  &  Nashville  Railroad  at  Pittsburgh. 


DOINGS  OF  THE  TRAFFIC   CLUBS 

H.  C.  Howe,  freight  claim  agent  for  the  C.  &  N.  W.  Railway, 
spoke  on  "Co-operation  Between  Shipper  and  Carrier,"  and 
Charles  H.  Dietrich,  freight  claim  agent  for  the  C.  M.  &  St.  P., 
spoke  on  "Claims  and  Claim  Prevention"  at  the  meeting  of  the 
Traffic  Club  of  Oshkosh,  Wis.,  held  at  the  Athearn  Hotel,  Octo- 
ber 12.  The  meeting  was  preceded  by  an  informal  chicken 
banquet,  at  which  the  menus  were  in  the  form  of  time  tables 
and  a  paper  weight  in  the  shape  of  a  miniature  locomotive  was 
presented  to  each  guest.  Numerous  visiting  railroad  executives 
were  in  attendance. 


The  Worcester,  Mass.,  Traffic  Association  held  its  annual 
meeting  October  4  and  elected  the  following  officers  for  the 
coming  year:  President,  J.  P.  Sloan,  traffic  manager,  Crompton 
&  Knowles  Loom  Works;  vice-presidents,  H.  D.  Hall,  traffic 
managers.  Wyman  &  Gordon  Company,  and  Arthur  D.  Fiske, 
division  freight  agent,  American  Steel  &  Wire  Company;  sec- 
retary-treasurer, J.  H.  Lane,  manager,  traffic  bureau,  Worcester 
Chamber  of  Commerce. 


At  the  monthly  meeting  of  the  Pittsburgh  Unit,  Traffic 
Group,  of  the  National  Retail  Dry  Goods  Association,  held  at 
the  General  Forbes  Hotel,  August  12,  reports  were  received 
from  the  delegates  who  had  attended  the  national  meeting  at 
Washington.  The  meeting  was  addressed  by  E.  B.  Whisler, 
freight  claim  agent  for  the  Pittsburgh  &  Lake  Erie,  who  spoke 
on  claim  adjustment. 


The  annual  meeting  and  election  of  officers  of  the  Traffic 
Managers'  Club  of  the  Brooklyn  Chamber  of  Commerce  will 
take  place  at  the  chamber,  October  19.  The  meeting  will  be 
preceded  by  a  dinner. 


The  Traffic  Club  of  the  Chamber  of  Commerce,  Cincinnati, 
O.,  will  give  a  dinner  at  the  chamber,  October  17.  R.  L.  Mc- 
Kellar,  foreign  freight  traffic  manager  of  the  Southern  Railway, 
will  speak.  A  number  of  railroad  executives  are  expected  to 
attend. 


WORK  OF  FRANCIS  B.  JAMES 

After  seven  years'  service  as  chairman  of  the  committee  on 
commercial  law  of  the  commissioners  on  uniform  state  laws, 
followed  by  some  ten  years'  service  as  chairman  of  the  com- 
mittee on  commerce,  trade  and  commercial  law  of  the  American 
Bar  Association,  Francis  B.  James  has  retired  from  that  com- 
mittee work  and  will  devote  his  attention  exclusively  to  activities 
in  the  section  on  public  utilities  of  the  association.  While  he 
was  chairman  the  sales  act,  warehouse  receipts  act,  certificate 
of  stock  act,  uniform  bill  of  lading  act,  and  the  Pomerene  act 
on  bills  of  lading  in  interstate  and  foreign  commerce  were  per- 
fected. He  will  devote  the  time  he  can  spare  from  his  profes- 
sional duties  in  completing  the  book  he  is  writing  on  the 
"Administration  of  Legal  Standards  by  Administrative  Bodies," 
which  will  constitute  No.  6  of  the  American  National  Economics 
Series,  which  is  a  philosophical  discussion  of  the  practical 
workings  of  such  bodies  as  the  Interstate  Commerce  Commis- 
sion. 


Getting  the  traffic  news  each  day  makes  it  easier 
to  keep  informed.  Subscribe  for  THE  DAILY 
TRAFFIC  WORLD. 


TRAIN  SERVICE  UNIT  COSTS 

The  Traffic   World   Washington  Bureau 

In  a  statement  on  freight  and  passenger  train  service  unit 
costs  (selected  expense  accounts)  of  Class  1  roads,  the  Com- 
mission shows  that  in  the  month  of  July  the  cost  per  freight- 
train  mile  was  $1.64,  as  against  $1.898  in  July,  1920,  and  the 
cost  of  coal  per  net  ton  was  $3.99,  as  against  $4.20  in  July,  1920. 

In  the  seven  months  ended  with  July  the  cost  per  freight- 
train  mile  was  $1.904,  as  against  $1.867  in  the  corresponding 
period  in  1920,  and  the  cost  of  coal  per  net  ton  was  $4.37,  as 
against  $3.79  in  the  1920  period. 

In  the  passenger  train  service  the  cost  per  passenger-train 
mile  in  July  was  $0.901,  as  against  $1.032  in  July,  1920,  and  in 
the  seven  months  the  cost  was  $1.046.  as  against  $1.015  in  1920 
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FQRD  GETS  ANOTHER  CHANCE 

The  Traffic  World   Washington  Bureau 

The  Commission,  having  heard  that  the  general  freight 
agent  of  Henry  Ford's  road  was  under  the  impression  that  the 
hearing  on  his  reduced  coal  tariff,  set  for  Columbus,  O.,  Sep- 
tember 12,  had  been  canceled  and  that,  therefore,  he  did  not 
appear,  has  reset  that  case,  I.  and  S.  1381,  for  Atlantic  City, 
October  31,  in  connection  with  the  hearing  on  formal  docket 
12698,  a  complaint  of  the  Southern  Ohio  Coal  Exchange  involv- 
ing relationships  established  by  the  Commission  in  I.  and  S.  774. 

The  Commission  asked  the  general  freight  agent  if  the  re- 
port that  he  had  misunderstood  was  true  and  when  he  said  it 
was,  it  reassigned  the  case. 

In  connection  with  that  matter,  the  Commission  has  held 
that  the  D.  T.  &  I.  need  not  furnish  the  information  requested 
as  to  the  tonnage  furnished  that  railroad  since  Ford  acquireu 
it  and  things  of  that  kind.  The  Commission  will  furnish  infor- 
mation as  to  the  divisions  received  by  the  Ford  road. 


REDUCED  IRON  ORE  RATES 

The  Traffic   World   Washington  Bureau 

A  twenty-eight  per  cent  reduction  in  rates  on  iron  ore  in 
Official  Classification  territory  becomes  effective  this  week.  Per- 
mission to  make  the  reduction,  effective  on  five  days'  notice, 
was  granted  October  10.  The  application  was  made  by  R.  H. 
Collyer  two  days  before  its  issuance.  The  lowered  rates  expire 
December  31,  1921. 

The  assigned  reason  was  a  desire  to  stimulate  the  iron  and 
steel  industry  and  give  it  an  opportunity  to  accumulate  a  stock 
of  ore  before  the  close  of  navigation  on  the  great  lakes  about  the 
middle  of  November.  The  reduced  rates,  however,  will  apply  on 
the  ore  now  on  the  docks  at  lower  lake  ports. 

The  reduction  means  the  complete  elimination  of  the  40  per 
cent  advance  made  August  26,  1920,  and  that,  so  far  as  that 
basic  material  is  concerned,  rates  after  about  October  20  will 
be  the  same  as  they  were  on  August  25,  1920. 

That  reduction  is  as  large  as  the  maximum  demand  of  any 
industry.  No  shipper  of  prominence  has  gone  farther  than  to 
ask  for  the  elimination  of  Ex  Parte  74  rates.  Many  of  them 
have  gone  only  part  way.  The  railroads,  on  this  one  basic 
material,  in  the  greatest  iron  and  steel  producing  district  in 
the  world,  that  makes  as  much  iron  and  steel  as  England,  France 
and  Germany  combined  (and  probably  Belgium,  too),  have  re- 
moved every  trace  of  the  post-war  boom  of  1919  and  1920  and 
have  gone  back  to  the  rates, -modest  as  they  now  seem  to  many 
shippers,  ordered  by  Director-General  McAdoo  in  June,  1918. 

How  or  why  that  reduction  came  about  is  not  known  by 
anybody  in  the  Commission.  It  is  not  at  all  sure  that  the  Le- 
high  Valley  precipitated  it  by  means  of  the  tariff  which,  but 
for  the  general  permission  issued  to  R.  H.  Collyer,  would  have 
become  effective  October  29,  on  ore  from  Perth  Amboy  to  Beth- 
lehem. It  now  appears  that  the  Chesapeake  &  Ohio,  in  sup- 
plement No.  2,  to  its  I.  C.  C.  8828,  effective  September  22,  cut 
the  import  rate  on  ore  from  Newport  News  to  the  Virginia 
furnaces  from  $1.82  to  $1.25.  That  is  about  a  30  per  cent  re- 
duction, and,  in  percentage,  is  greater  than  the  cut  made  by 
the  Lehigh  Valley  from  Perth  Amboy  to  Bethlehem,  which  cut 
was  from  $1.40  to  $1  a  gross  ton. 

The  cut  in  the  ore  rates  would  naturally  be  expected  to  be 
followed  by  reductions  on  coke,  fluxing  limestone  and  ferro 
manganese — all  materials  used  in  reducing  ore  to  pig  iron — 
if  not  by  a  cut  in  pig  and  other  products. 

Philadelphia  &  Reading  supplement  6  to  its  I.  C.  C.  J-7752, 
to  become  effective  November  10,  making  a  reduction  of  28  per 
cent  in  the  rates  on  iron  ore  from  Port  Richmond  and  Willow 
and  Noble  streets  in  Philadelphia  to  Bethlehem,  has  been  re- 
ceived by  the  Commission.  Apparently  that  supplement  was 
started  on  its  way  to  the  commission  before  the  eastern  lines, 
as  a  whole,  had  decided  to  ask  for  permission  to  reduce  all 
rates  on  iron  ore  28  per  cent,  on  five  days'  notice.  It  is  taken 
as  meaning  that  the  Reading  intended  to  make  a  reduction  big 
enough  to  meet  the  reduction  made  by  the  Lehigh  Valley  from 
Perth  Amboy  to  Bethlehem,  which  reduction  is  supposed  to 
have  caused  the  decision  of  the  whole  body  of  eastern  lines  to 
be  taken. 

New  York  Central,  Pennsylvania,  B.  &  O.  and  West  Shore 
tariffs  carrying  a  28  per  cent  reduction  in  iron  ore,  bearing 
the  effective  date  of  October  18,  have  been  received.  These 
tariffs  establish  rates  two  days  earlier  than  the  first  advice 
given  by  the  eastern  lines.  The  bulk  of  the  rates  thus  far  filed 
apply  on  ex  lake  ore. 


ment  was  made  six  years  ago,  when,  as  a  result  of  the  action 
of  the  Chicago  &  Alton,  lower  rates  on  fine  coal  were  established 
at  Kansas  City.  Since  that  adjustment  the  changes  in  the  rates 
that  have  taken  place  were  those  brought  about  by  the  orders 
or  permissions  of  the  Commission. 

Reductions  in  rates  on  coal  from  stations  on  the  Kansas 
City  Southern  to  Kansas  City,  protested  by  the  Alton,  Missouri 
Pacific,  Katy,  and  Santa  Fe,  originally  applying  only  from  Kan- 
sas mines,  have  been  extended  to  apply  from  mines  in  Arkansas 
and  Oklahoma.  The  Frisco  tariff  apply  only  from  districts 
one  and  two  in  Kansas  and  Missouri. 


PROTEST  COAL  RATE  REDUCTION 

The  Missouri  Pacific  has  joined  the  Chicago  &  Alton  in 
protesting  against  the  reduction  in  freight  rates  on  coal  from 
the  Kansas  mines  to  Kansas  City.  The  Chicago  &  Alton  pro- 
tested against  the  disruption  that  would  be  caused  were  the 
Commission  to  allow  the  reduced  rates  proposed  by  the  St. 
Louis-San  Francisco  and  Kansas  City  Southern.  That  adjust- 


LUMBER  RATE  HEARING 

The   Traffic   World    Washington   Bureau 

In  presenting  their  side  of  the  controversy  started  by  the 
formal  complaint  of  the  Southern  Hardwood  Traffic  Association 
against  the  Illinois  Central  and  its  connections,  the  northern 
railroads  October  7  placed  E.  P.  Bates,  freight  traffic  manager 
of  the  Pennsylvania,  on  the  stand  to  speak  for  the  eastern  trunk 
lines.  In  the  first  quarter  of  this  year,  he  said,  the  roads  in  the 
eastern  district  had  handled  12,385,000  tons  of  forest  products, 
the  lumber  tonnage  constituting  5.4  per  cent  of  the  total.  Elimi- 
nation of  the  increase  in  rates  allowed  under  Ex  Parte  No.  74, 
he  said,  would  cause  a  loss  to  the  Pennsylvania  alone  of  more 
than  $7,000,000  a  year. 

In  April,  May  and  June,  Mr.  Bates  said,  the  movement  of 
iron  and  steel  showed  a  falling  off  of  50  per  cent  in  comparison 
with  the  tonnage  for  the  corresponding  period  of  1920.  The 
reduction  in  lumber  and  other  forest  products  tonnage,  he  said, 
was  40.8  per  cent,  so  that  the  intimation  of  the  witnesses  for 
the  complainants  that  their  industry  was  worse  off  than  any 
other  was  not  borne  out  by  the  figures  so  far  as  the  eastern 
roads  were  concerned. 

He  suggested  that  a  large  part  of  the  reduction  was  due 
to  the  disappearance  of  the  export  business.  In  May  and  June 
only  93  carloads  of  lumber  were  exported  from  New  York.  In 
the  corresponding  months  of  1920,  the  exports  from  New  York 
.were  464  cars. 

Earnings  on  the  Pennsylvania  in  the  first  seven  months 
of  the  current  year  were  sufficient  to  allow  a  return  on  the 
value  of  the  property  used  at  the  rate  of  1.45  per  cent  per  annum. 

Samuel  House,  general  freight  agent  for  the  Baltimore  & 
Ohio,  said  a  cut  in  the  rates  as  proposed  by  the  complainants 
would  cause  a  substantial  loss  to  the  Baltimore  &  Ohio.  The 
lumber  tonnage  on  that  road,  he  said,  constituted  4,12  per  cent 
of  the  total.  He  agreed  with  Mr.  Bates.  The  figures  of  the 
latter,  with  which  Mr.  House  agreed,  showed  that  there  was  a 
falling  off  in  the  tonnage  of  lumber  and  other  forest  products 
hauled  by  the  roads  in  the  eastern  district,  the  tonnage  for 
the  second  quarter  being  smaller  than  for  the  first.  The  re- 
duction was  from  12,385,000  to  10,786,000,  but  the  decrease  in 
the  tonnage  of  iron  and  steel  was  greater  than  that. 

J.  K.  Dent,  assistant  to  the  vice-president  of  the  Louisville 
&  Nashville,  who  has  direct  charge  of  traffic,  was  put  on  the 
stand  to  show,  by  figures,  that  the  elimination  of  the  Ex  Parte 
No.  74  increases  would  be  a  serious  matter.  He  presented  fig- 
ures to  show  that  the  increase  in  the  advantage  of  the  short-haul 
lumbermen  was  not  so  great  as  indicated  by  the  complainants. 

At  the  afternoon  session  of  October  6  F.  A.  Burke  of  Nash- 
ville, chief  commerce  clerk  of  the  Nashville,  Chattanooga  &  St. 
Louis,  testified  that  that  road  had  a  deficit  in  1920  of  $1,956,843, 
while  from  September  1,  1920,  when  the  guaranty  period  ended, 
to  July  31,  1921,  the  net  deficit  was  $1,099,852. 

"It  is  obvious,"  Mr.  Burke  said,  "that  with  its  present  rates 
the  Nashville,  Chattanooga  &  St.  Louis  Railroad  has  not  been 
able  to  earn  a  return  on  its  property  investment  and  should 
the  rates  on  forest  products,  which  for  the  year  1920  repre- 
sented 17  per  cent  of  the  total  tonnage  originating  on  that  line, 
be  reduced  without  a  corresponding  increase  in  the  rates  on 
other  commodities,  it  would  be  difficult  to  forecast  the  result." 

Mr.  Burke  told  the  Commission  that  the  road's  financial 
condition  this  year  compelled  drastice  economies  through  a  big 
reduction  in  maintenance  expenditures,  but  in  view  of  the  fact 
that  this  maintenance  work  must  eventually  be  done,  such  a 
reduction  was  not  a  saving,  but  merely  deferred  expenditure. 
For  the  months  of  May,  June  and  July  this  year,  that  road  ex- 
pended for  maintenance  of  way  and  structures  $685,949,  or  a 
reduction  of  47.6  per  cent,  compared  with  the  amount  expended 
for  the  same  purpose  the  same  months  in  1920,  while  for 
maintenance  of  equipment  the  road  spent  during  the  three 
months  this  year  $1,177,104,  or  a  reduction  of  27.9  per  cent, 
compared  with  the  same  months  the  year  before.  This  made 
a  total  of  $1,863,054  spent  for  maintenance  work,  Mr.  Burke 
said,  or  $1,076,891,  or  36.6  per  cent  less  than  during  .the  same 
quarter  in  1920. 

He  also  testified  that  the  road  had  3,500  cars,  approximately 
one-third  of  the  total  owned  by  the  company,  now  in  need  of 
repairs  which  could  not  be  made  because  the  company  had  not 
the  money  to  spend  for  that  purpose.  It  was  testified  that 
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NOSA  LINE 


Monthly  Sailings  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-lt  Queen  &  Crescent  Bldg..  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  046  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES,  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


ROUTE  YOUR  CARGO  VIA 

Mobile-;  Gullporl-Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL  AND  MANCHESTER 

S.S.  COAHOMA  COUNTY  or  Sub.  .Due  Mobile  Oct.  18th 
S.S.  CLAVARACK  or  Sub Due  Mobile  Nov.  23rd 

HAMBURG  AND  BREMEN 

S.S.  EASTERN  SUN  In  port  loading 

S.S.  AFOUNDRIA  or  Sub Due  Mobile  Oct.  23rd 

S.S.  WILDWOOD  or  Snb Due  Mobile  Nov.  20th 

LONDON 

S.S.  MANATEE Due  Mobile  Oct.  10th 

S.S.  MAIDEN  CREEK  or  Sub Due  Mobile  Nov.    4th 

Waterman   Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Year*'  Experience 


"Ship  by  Water " 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia.  Baltimore 

AND 

LOS  AngeleS  (Wilmington) 

San  Francisco.  Portland. 
Seattle  and  Tacoma 

Through    Bills  of  Lading  issued  to  San   Diego,  Oakland, 

Stockton  and  Sacramento,  Cal. ;  Astoria,   Ore.;   Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Ports 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 


Baltimore,  Md. 

Keyser  Building 


Philadelphia,  Pa. 

Drcxel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Offices  In  LOB  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


Pacific  Mail  Steamship  Co. 

Under  American  Flag- PASSENGERS  AND  FREIGHT-E.f afr/i'.Aecf  1848 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angela*  to  Baltimore,  calling  at  ports  in 
Mexico,  Guatemala,  Salvador.  Nicaragua  and  Cuba 

5.  S.  Venezuela  sails  from  San  Francisco  October  29th 
5.  5.  Colombia  sails  from  Baltimore  November  7th 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zon* 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

"The  Sunihine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1 , 1 00-ton  displacement,  17^-knot,  steamers  5.  5. 
Golden  State  (November  5th);  5.  5.  Hoosier  State  (Decem- 
ber 17th):  S.  5.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamer*  S.  S. 
Granite  State  (November  15th);  S.  S.  Creole  State  (Decem- 
ber 15th).  

Through  bill*  of  failing  iuuej  to  and  from  point*  beyond  port*  of  cmfl 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
General  Paigenger  and  Ticket  office:  $21  Market  St.,  San  Francisco 

Genera/  Offices:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents:   U.  S.  Shipping  Board 
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from  five  to  seven  per  cent  of  the  cars  on  line  formerly  were 
regarded  as  normally  in  need  of  repairs. 

Other  witnesses  were  J.  F.  Dartt  of  Chicago,  auditor  of 
disbursements,  and  J.  L.  Sheppard  of  Memphis,  assistant  gen- 
eral freight  agent  for  the  Illinois  Central  Railroad.  Mr.  Dartt 
testified  the  cost  of  new  equipment  has  increased  from  100  to 
144  per  cent.  Both  he  and  Mr.  Sheppard  filed  statistics  to  show 
the  extent  to  which  a  reduction  in  freight  rates  on  hardwood 
would  affect  the  revenues  of  that  company. 

According  to  G.  E.  Schnitzer,  assistant  general  freight  agent 
of  the  Rock  Island  at  Little  Rock,  the  hardwood  lumber  industry, 
in  that  part  of  the  country,  is  in  not  as  great  distress  as  the 
cotton  industry.  That  is  what  he  told  the  Commission  at  the 
hearing  in  the  Southern  Hardwood  Traffic  Association  case  at 
the  morning  session  of  October  8. 

Hardwood  lumber  shipments,  C.  C.  P.  Rousch,  assistant 
freight  traffic  manager  for  the  Missouri  Pacific,  said,  have  been 
falling  off  for  a  number  of  years.  The  present  comparatively 
small  tonnage  is  due  to  the  stagnation  in  the  building  trade 
and  the  many  substitutes  for  lumber.  In  the  period  from  Jan- 
uary to  August,  he  said,  there  was  a  decrease  of  thirty  per  cent 
in  comparison  with  the  shipments  in  the  corresponding  period 
of  1920,  using  Chicago  as  the  point  for  making  the  comparison. 
From  Memphis,  in  the  first  six  months  of  this  year,  444  cars 
were  forwarded,  while  in  the  corresponding  months  of  last  year, 
the  shipments  totaled  680  cars.  There  was  a  big  slump  in  ship- 
ments during  the  first  three  months  of  this  year,  Mr.  Rousch 
said,  but  the  recovery  in  May  and  June  of  this  year  was  so  good 
that  the  shipments  exceeded  those  in  May  and  June  of  1920. 

L.  E.  Wettling  of  Chicago,  manager  of  the  Statistical  Bureau, 
Western  Lines,  appearing  in  opposition  to  the  application,  said 
that  from  September  1,  1920,  when  the  guaranty  period  ended, 
until  July  31  last,  the  net  operating  income  of  the  railroads  of 
the  United  States  was  at  the  annual  rate  of  return  of  only  2.7 
per  cent  on  their  tentative  valuation  or  $554,110,000  short  of 
the  amount  expected  to  be  earned  during  that  period  from  the 
rates  fixed  by  the  Commission. 

During  the  first  seven  months  this  year,  the  net  operating 
income  of  the  railroads  was  $213,552,000,  Mr.  Wettling  testified, 
which  would  be  at  the  annual  rate  of  return  of  only  2.2  per  cent 
on  their  valuation.  Because  of  the  serious  slump  in  traffic,  and 
the  resulting  decrease  in  gross  revenues,  he  said,  the  roads  were 
compelled  to  make  drastic  cuts  in  expenditures  for  maintenance 
work. 

In  order  to  have  kept  the  maintenance  of  the  railroad  sys- 
tems of  the  country  during  the  first  six  months  this  year  up  to 
the  point  that  existed  during  the  first  half  in  1920,  Mr.  Wettling 
testified  that  $1,303,485,000  would  have  been  expended.  In 
reality,  however,  he  said,  the  roads  are  short  in  their  maintenance 
work  during  that  period  approximately  $290,496,357,  which,  if 
it  had  been  spent,  would  have  more  than  absorbed  the  earnings 
of  the  roads  during  the  first  seven  months  this  year.  This  de- 
ferred maintenance  work  must  eventually  be  made  up,  Mr. 
Wettling  said,  in  order  to  enable  the  carriers  to  maintain  the 
proper  physical  condition  of  their  roads  and  equipment. 

In  response  to  an  inquiry  by  Commissioner  Cox,  Mr.  Wettling 
said,  in  view  of  the  large  number  of  bad  order  freight  cars  which, 
however,  cannot  be  repaired,  owing  to  lack  of  sufficient  funds  on 
the  part  of  the  roads  to  do  the  work,  a  sudden  marked  increase 
in  the  volume  of  traffic  would  result  in  a  car  shortage.  If  the 
roads  had  the  money,  to  do  the  work,  he  estimated  that  five  or 
six  months  would  be  required  to  put  the  roads  back  into  the 
efficient  condition  that  existed  in  1917. 

Reduction  in  hardwood  rates  would  provide  little  relief  for; 
the  hardwood  industry  while  it  would  have  serious  effect  on  the 
revenues  of  the  carriers,  testified  F.  H.  Behring,  commerce  agent 
of  the  Southern  Railway  Company.  A  reduction  of  four  cents 
per  1,000  pounds  would  result  in  a  saving  to  the  shipper  of  only 
40  cents,  he  testified,  and  eight  cents  would  mean  a  saving  of 
only  80  cents.  He  also  testified  that  the  hardwood  industry 
should  look  somewhere  else  for  relief  other  than  to  the  rail- 
roads. 

In  New  York,  he  said,  the  average  price  of  plain  white  oak 
per  thousand  feet  in  July  this  year  was  $125,  while  in  Cincin- 
nati it  was  $55.25  or  a  difference  of  $69.75,  while  the  freight  rate 
on  1,000  feet  of  plain  white  oak  between  these  points  was  only 
$16.65.  In  New  York  the  average  price  of  yellow  rough  poplar, 
he  said,  was  $125,  while  in  Cincinnati  $53.25  was  charged,  or  a 
difference  of  $71.75.  The  freight  rate  between  those  cities,  he 
said,  per  1,000  feet  was  only  $11.10  for  that  grade  of  poplar. 

Mr.  Behring  furnished  the  Commission  with  statistics  which 
showed  that  the  net  operating  income  of  the  Southern  railway 
during  the  eleven  months  was  only  at  the  annual  rate  of  return 
of  1.46  per  cent  on  the  property  investment,  which  he  pointed  out- 
was  an  inadequate  return  to  enable  the  road  to  reduce  its  rates 
on  forest  products. 

Other  witnesses  were  S.  C.  Matthews  of  St.  Louis,  assistant 
freight  traffic  manager  of  the  Pennsylvania,  and  J.  K.  Dent  of 
Louisville,  assistant  to  the  vice-president  of  the  Louisville  and 
Nashville  Railroad. 

Arguments  were  made  and  rebuttal  testimony  was  given  in 
the  hardwood  lumber  case  October  10,  and  the  case  was  sub- 
mitted for  the  consideration  of  the  Commission.  The  time  used 


in  giving  the  testimony  and  completing  the  arguments  was  the 
shortest  ever  allotted  for  the  disposition  of  what  amounted  to 
a  general  rate  complaint. 

In  contravention  of  tetsimony  offered  by  the  railroad  com- 
panies, Frank  Carnahan,  the  eastern  representative  of  the 
Southern  Hardwood  Traffic  Association,  the  California  Redwood 
Association,  and  other  lumber  organizations,  said  that  the  forest 
products  moving  in  the  South  and  Southwest  in  the  year  ended 
September  1,  1920,  used  155,000  fewer  cars  than  in  the  preceding 
year.  He  said  there  had  been  substantially  no  reduction  in  the 
number  of  cars  used  for  pine,  thus  proving,  he  said,  that  the 
slump  in  the  lumber  traffic  of  the  southern  and  southwestern 
lines  was  due  entirely  to  the  displacement  of  southern  hard- 
wood from  northern  markets. 

James  E.  Stark,  president  of  a  number  of  lumber  com- 
panies, who  testified  in  chief,  took  the  stand  again  to  say  that 
last  year  he  had  sold  hardwood  car  stock  to  the  Chicago  & 
Northwestern  at  $55  a  thousand  f.  o.  b.  mills.  Within  the  last 
month,  he  said,  he  had  submitted  a  bid  as  low  as  $15  a  thou- 
sand for  the  same  grade  of  lumber  to  the  same  railroad,  but 
had  not  obtained  any  business  on  his  bid,  the  declaration  being 
made  that  his  offering  was  not  low  enough. 

C.  E.  Sherrill,  another  lumber  manufacturer,  said  he  had 
reduced  the  price  of  both  soft  and  hard  wood  from  the  high 
level  of  last  year,  but  hardwood,  he  said,  was  not  selliig.  Pine, 
on  the  contrary,  he  said,  was  moving  with  comparative  free- 
dom, proving  to  him  that,  regardless  of  the  fact  that  the  south- 
ern manufacturers  had  reduced  the  prices  of  the  lower  grade 
of  hardwood  way  below  the  cost  of  production,  the  railroad 
rates  were  so  great  a  factor  in  the  cost  as  to  shut  the  southern 
hardwood  out  of  northern  markets. 

J.  V.  Norman,  attorney  for  the  Southern  Hardwood  Traffic 
Association,  was  the  only  speaker  for  the  complainants.  The 
railroad  side  of  the  case  was  argued  by  Henry  Thurtell,  for  the 
N.  C.  &  St.  L.;  C.  S.  Humburg,  for  the  Illinois  Central;  E.  D. 
Mohr,  for  the  L.  &  N.;  C.  B.  Northrop,  for  the  Southern;  E.  A. 
Lucas,  for  the  Pennsylvania;  and  M.  G.  Roberts,  for  the  St. 
Louis-Southwestern,  Rock  Island,  and  other  southwestern  lines. 

The  central  thought  in  Mr.  Norman's  argument  was  that 
the  business  of  the  country  has  been  built  up  of  long-haul  rates 
which  have  the  effect  of  putting  into  every  important  market 
of  consumption  producers  of  all  parts  of  the  country.  Elimi- 
nation of  the  southern  hardwood,  he  said,  if  continued,  would 
mean  a  runaway  market  as  soon  as  there  was  any  appreciable 
increase  in  the  demand  for  that  variety  of  lumber.  One  cause 
of  the  country's  troubles,  he  said,  was  the  elimination  of 
the  producers  having  the  long  hauls  from  the  competitive 
markets.  Their  elimination,  it  was  said,  meant  practically 
starvation  in  one  part  of  the  country  and  full  business  in  cer- 
tain other  parts.  The  effect,  he  said,  was  to  localize  commerce 
and  set  the  current  of  business  in  directions  never  given  to 
them  heretofore. 

Answering  a  question  by  Commissioner  Meyer,  Mr.  Norman 
said  that  inasmuch  as  the  business  of  the  country  had  been 
founded  on  the  long  haul,  it  would  be  to  the  interest  of  the 
country  to  have  it  continued,  even  if  the  local  hardwoods  of 
the  North  and  East  were  being  cut  in  sufficient  quantities  to 
supply  the  local  markets. 

"We  deem  this  a  very  important  matter,"  said  Mr.  Norman. 
"The  hardwood  lumber  business  has  been  depleted  to  the  utmost, 
the  lumbermen  have  done  all  they  possibly  could  to  keep  their 
mills  going,  even  to  the  extent  of  offering  to  their  employes 
wages  of  which  they  were  ashamed,  knowing  them  to  be  less 
than  the  cost  of  living.  The  only  insuperable  factor  thus  far 
found  is  the  freight  rate.  We  have  had  a  large  number  of 
conferences  with  the  railroads  in  an  effort  to  bring  about  the 
readjustment  suggested  by  the  Commission  in  its  report  on  Ex 
Parte  74,  but  have  achieved  nothing." 

Mr.  Humburg  devoted  himself  to  the  rates  on  logs  in  sup- 
port of  his  contention  that  the  southern  hardwood  lumbermen 
have  been  called  upon  to  bear  smaller  increases  on  them  than 
their  competitors  in  other  districts.  He  pointed  out  that  they 
did  not  have  to  bear  any  part  of  the  5  or  15  per  cent  advances, 
that  the  increase  under  General  Order  28  was  limited  and  that 
under  Ex  Parte  74  their  increase  was  only  25  per  cent,  while 
the  increase  in  the  North  was  40  per  cent,  in  the  West  35,  and 
interterritorial  33%  per  cent. 

Mr.  Thurtell  admitted  that  some  of  the  railroads  had  fore- 
gone some  of  the  revenue  assured  them  by  the  Commission's 
permissive  report  in  Ex  Parte  74.  but  insisted  that  they  should 
not  be  required  by  order  of  the  Commission  to  forego  any  reve- 
nues given  them  by  the  Commission's  report  in  that  case;  in 
other  words,  that  whatever  changes  the  executives  thought 
should  be  made,  they  should  be  permitted  to  make,  but  that 
the  Commission,  having  given  its  judgment  as  to  the  rates 
needed  to  give  the  return  specified  in  section  15-A,  should  not 
itself  by  subsequent  order  prescribe  any  other  rates. 
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Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now  I  The  traffic  director  of  a  Detroit 
concern  earns  $19.500  a  year — a  Cleveland  traffic  man  receive*  124.000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2.600  to  $10.000  a  year.  The  work  Is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  7 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  you  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  yon  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 


\ 


Dept.  210-C 


4043  Drexel  Blvd.,  Chicago,  III. 


Freight  and  Express  Claims 

Against  Common  Carriers 

FOR 

Loss,  Damage,  Injury,  and  Delay 

Should  be  turned  into  cash 


Our  department  devoted  exclusively 
to  the  handling  of 

Freight  and  Express  Claim  Collections 

can  do  this  for  you. 


The  Aard  Agency 

t_  Freight  and  Express  Claim  Collection  Dept. 
J.  V.  DcLANEY  in  charge 


CHICAGO  REFERENCES:. 

Foreman  Brothers  Bank 
Central. Trust  Company 
Denney  &  Company 
Crutchfield,  Woolf oik  &  Clore 
F.  E.  Nellis  &  Company 
M.    Piowaly  &  Sons 
S.  T.  Fish  &  Company 


808  Westminster  Bldg. 
110  So.  Dearborn  St. 
Chicago,  Illinois 


North  China 
Line 


Columbia  Pacific  Shipping  Company 

if  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Shanghai, 

Tsingtao,   Tientsin    (Taku   Bar), 

Chinwangtao  and  Dairen 
Vessels  also  call  at  Yokohama  and  Kobe 

Soiling.  Every  Twenly-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  flu*  A-l  Steel  StMnun) 

SS  "WEST  NIVAR1A"  October  31 

SS  "VINTTA"  November  21 

SS  "WEST  KADER"  December  12 

SS  "WEST  KEATS"  January  2 

Transhipment  at  Shanghai   to   American    River   steamers   for 

Nanking,    Pukow,    Hankow    and    other    open 

Yangtze  River  ports. 

FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden  &  Christenson 

General  Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 
Board  of  Trade  Building,  Portland.  Oregon 


Strong 

Shipping 

Tags 


A  TAG  strong 

•**•  enough  to  with- 
stand bad  weather  and 
rough  handling  is 
"shipment  insurance." 
The  cost  of  a  single 
lost  shipment  often  ex- 
ceeds the  price  of  ten 
thousand  strong  tags. 

XX7E  shall  be  glad  to 
*  •  send  you  sam- 
ples and  prices  and  the 
Dennison  circular  con- 
taining the  latest  ex- 
press and  freight  rul- 
ings. 


Write  to 


TMe   TAG    MAKERS 

Dept.  TW  Framingham,  Maw.. 

Sales  Offices  in  24  Large  Cities 
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DRY  GOODS  TRAFFIC  MEN 

Tilt  Traffic  World   Washington  Bvtttu 

The  Traffic  Group  of  the  National  Retail  Dry  Goods  Associa- 
tion concluded  its  meeting  in  Washington  last  week  with  a  visit 
to  President  Harding. 

In  a  report  on  bills  of  lading  and  legislation,  submitted  by 
C.  H.  Seaman,  of  Pittsburgh,  chairman  of  the  committee,  aboli- 
tion of  the  bills  of  lading  committee  was  recommended.  The 
i  report  stated  that  "such  associations  as  the  National  Industrial 
Traffic  League,  embodying  in  its  membership  the  best  traffic 
brains  of  the  country,  carefully  look  after  these  matters  for  the 
shippers'  benefit." 

Repeal  of  the  transportation  taxes,  including  the  tax  on 
express  shipments,  was  recommended  by  the  committee. 

A.  C.  Albee,  chairman  of  the  freight  rate  and  tariff  construc- 
tion committee,  reported  what  the  National  Industrial  Traffic 
League  has  been  trying  to  do  toward  having  the  railroads  cut 
out  the  minimum  class  scale  established  by  General  Order  No. 
28,  so  that  the  class  rates  will  go  back  to  the  form  and  substance, 
increases  excepted,  of  what  they  were  before  the  Director-Gen- 
eral made  that  change.  He  said  the  League  had  not  been  able 
to  accomplish  anything.  Therefore,  he  suggested  that  the  Traf- 
fic Group's  committee  be  excused  from  further  effort  in  that 
direction. 

With  regard  to  store  door  delivery,  Chairman  Albee  reported 
what  the  National  Industrial  Traffic  League  had  done  and  recom- 
mended that,  on  account  of  the  complexity  of  the  subject,  the 
Traffic  Group  make  no  recommendation  on  the  subject,  but  refer 
it  to  a  special  committee  with  instructions  to  report  at  the 
February  meeting. 

T.  F.  McGrath,  of  the  service  committee,  made  a  report  on 
the  work  that  has  been  done  toward  formulating  a  standard 
transit  insurance  policy  intended  to  cover  shipments  while  in 
transit  by  rail  carriers  and  their  water  connections.  The  policy 
that  has  been  formulated  includes  seven  innovations,  as  follows: 

(1)  No   valuation    has   to   be   declared   on   express   shipments. 

(2)  It  has   a   pilferage   clause,   which   has   been   one   of   the   most 
difficult  clauses  to  collect   from  the  carrier. 

(3)  It  covers  merchandise  delivered  to  our  customers,  whether  by 
our  own  or  public  conveyance,  also  for  merchandise  returned  by  cus- 
tomer,   whether   customer's   own   goods   or   otherwise. 

(4)  It    covers   an    act   of   God,    fire,    regardless   of   origin,    earth- 
quake, etc. 

(5)  Another  innovation   is  that   it  includes   coastwise  transporta- 
tion, not  only  in  the  Atlantic,  but  also  the  Pacific  Ocean,  Great  Lakes 
and   gulfs. 

(6)  The   premium    is    based    on    one-quarter    of    the    gross    busi- 
ness  on   merchandise   received   by   express  or   freight,    excluding  local 
and   narc'Is   post  at   a   cost   of   7c   per   $100. 

(7)  Settlements — The    company    agrees    to    make   all    settlements 
within  thirty  days  from  date  presented. 

The  policy  is  also  to  include  four  features  which  have  never 
before  been  even  hinted  at  in  other  transit  policies,  as  follows: 

(1)  Household   furniture   is  eliminated  and  is  covered. 

(2)  Damage   by  rain   Is   covered. 

(3)  The  limit  feature  via  Panama  Canal,   used  by  houses  on  the 
Pacific  Coast,  will  cost  45c  per  $100  of  the  actunl  amount  shipped. 

(4)  Goods  on  approval  or  exhibition  can  be  specially   insured   on 
the  same  policy  by  attaching  rider  to  cover  same  at  a  small  cost  of 
25c  per  $100  for  ten  days. 


BUILDING  UP  FREIGHT  SERVICE 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  spoke  on  the  subject,  "Building 
Up  the  Freight  Service,"  before  the  Traffic  Group  of  the  Na- 
tional Retail  Dry  Goods  Association  in  Washington,  October  7. 

"As  I  view  it,"  said  he,  "this  question  involves: 

(1)  In  what  respect  does  the  freight  service  need  building  up? 

(2)  What  are  the  basic  facts  in  connection  with  the  transportation 
industry  today  that  make  this  building  up  or  rebuilding  necessary? 

(3)  What  aro  the  vital  necessities  of  the  railroads  in  this  building 
up  or  rebuilding  program? 

(4)  What  is  the  paramount  necessity  of  the  shippers  in  this  build- 
ins  up  program  which  the  railroads  are  undertaking? 

"There  are  a  great  many  more  things  involved  than  those  I 
have  stated,  but  as  these  are  some  of  the  principal  questions, 
will  deal  only  with  them  in  order  that  I  may  not  take  up  moro 
of  your  time  than  is  absolutely  necessary  to  give  you  my  im- 
pression of  the  present  situation. 

"O_n  Question,.  Nun-ihqr  On^-  Today  there  is  no  actual  short- 
age of  transportation  with  possible  exception  of  perishable  traffic, 
and  no  complaint  about  the  movement  of  traffic  of  any  kind. 
That  this  is  the  condition  in  the  face  of  the  fact  that  there  were 
loaded  on  the  railroads  during  the  week  ending  September  23, 
1921,  873,305  cars,  vhich  is  86.6  per  cent  of  the  cars  loaded 
dur'ng  the  corresponding  period  of  last  year,  is  the  very  best 
indication  that  there  has  been  a  very  remarkable  improvement 
in  the  efficiency  of  the  transportation  machine.  The  maximum 
business  of  last  year  was  during  the  week  ending  October  23, 
whon  1,010,961  cars  were  loaded  and  this  exceeded  any  previous 
records  of  the  railroads.  The  record  of  September  23  this  year 
Is  only  13.6  per  cent  less  than  the  peak  week  of  last  year  when 
aonsidered  only  from  standpoint  of  cars  loaded  and  not  tonnage. 
During  this  week  of  September  23  there  was  a  heavy  increase 


in  the  movement  of  grain  and  grain  products  over  the  same 
week  of  the  previous  year,  but  this,  unfortunately,  was  offset 
by  a  greater  decrease  In  coal,  forest  products,  coke  and  ore.  IE 
we  stop  with  the  presentation  of  these  facts  it  would  appear 
that  the  freight  service  does  not  need  a  general  building  up,  but 
this  is  only  part  of  the  story.  We  must  face  the  following  facts: 
There  are  in  the  country  today  374,431  cars  in  bad  order,  di- 
vided 183,486  box,  153,275  coal,  and  37,670  miscellaneous  types. 
There  are  also  201,153  surplus  cars — that  is,  cars  for  which 
there  is  no  demand.  This  means  that  there  is  a  total  of  575,584 
cars  out  of  commission  today,  classed  as  surplus  and  bad  order, 
or  24.6  per  cent  of  the  total  ownership.  In  considering  this, 
however,  we  must  keep  in  mind  that  the  bad  order  situation  is 
always  with  us,  but  to  a  less  extent  than  it  is  at  the  present 
time.  Considered  from  the  standpoint  of  a  liberal  allowance, 
under  present  conditions  there  should  not  be  an  excess  of  7 
per  cent  of  the  freight  cars  of  the  country  in  bad  order.  Then; 
should  be  only  about  160,886  cars  in  bad  order,  which  means,  if 
that  were  the  condition,  the  number  of  cars  now  reported  as 
surplus,  or  available  in  excess  of  the  demand,  would  be  414,698. 
"The  problem  now  before  the  railroads  is  to  repair  or  re- 
build the  bad  order  cars  that  can  be  so  treated,  and  to  replaco 
with  new  cars  those  that  cannot  be  economically  repaired  or 
rebuilt  and  make  other  necessary  additions  to  the  equipment. 
These  facts,  with  the  further  fact  that  there  were  in  existence 
27,048  less  cars  under  date  of  July  1,  1921,  than  on  July  1,  1920, 
gives  you  what  might  properly  be  termed  a  bird's-eye  view  of 
the  car  situation  today. 

"The  heavily  decreased  earnings,  with  the  extremely  high 
operating  costs,  have  made  it  necessary  for  the  railroads  to 
curtail  their  maintenance  expenditures  to  the  lowest  possible 
limit  that  would  enable  them  to  furnish  good  service,  with  an 
immediate  prospect  of  a  business  increase,  together  with  the 
carrying  out  of  the  proposed  plan  for  funding  of  the  indebtedness 
of  the  railroads  to  the  government  for  capital  expenditures, 
which  means,  improvements  made  on  the  railroads  by  the  Rail- 
road Administration  during  the  period  of  federal  control.  Unless 
this  is  done,  this  indebtedness  to  the  government  would  be  de- 
ducted from  the  amounts  to  be  paid  by  the  government  to  the 
railroads  in  the  final  settlement  for  the  use  of  the  lines  during 
federal  control.  Stated  another  way,  this  will  have  the  effect 
of  providing  funds  for  the  rebuilding  program  of  the  railroads 
and  which  are  not  available  from  any  other  source. 

"With  this  accomplished  we  believe  the  railroads  could  put 
in  condition  all  cars  that  are  awaiting  repairs  in  excess  of  7 
per  cent  and  thereby  make  available  sufficient  equipment  to 
handle  up  to  at  least  the  past  records  of  performance;  but  what, 
concerns  the  railroads  and  the  shippers  today  is  the  providing 
of  facilities  that  will  not  only  take  care  of  business  up  to  the 
maximum  of  the  past,  but  the  possible  maximum  of  the  future, 
and  unless  the  revenues  of  the  railroads  are  sufficient  to  attract 
capital  to  that  channel  it  follows  to  a  certainty  that  commercial 
expansion  of  the  country  will  be  impossible. 

"Now  comes  question  No.  2^  as  to  the  facts  that  make  this 
building  up  or  rebuilding  necessary. 

"I  do  not  want  to  tire  you  with  post-mortems,  as  I  believe 
that  now  is  the  time  to  look  forward  and  not  backward,  bui. 
post-mortems  are  often  performed  to  find  out  what  caused  the 
death  of  the  patient  in  order  that  the  knowledge  gained  thereby 
may  be  used  in  finding  a  cure  for  future  cases.  Our  memories 
are  very  short  in  this  country,  but  if  you  will  recall,  the  railroad 
officers  were  for  several  years  pointing  out  to  the  people  thai: 
unless  there  was  an  increase  in  their  revenues  they  would  be 
unable  to  expand  to  meet  the  growing  transportation  needs  of 
the  country.  It  is  regrettable  that  they  were  able  to  convince 
only  themselves  of  this  fact.  •  This  is  the  real  reason  why  a. 
building-up  program  of  the  railroads  is  now  necessary  and  in 
progress. 

"This  brings  us  to  question  No.  3,  as  to  the  vital  necessities! 
of  the  railroads  in  this  building-up  or  rebuilding  program.  Thisi 
can  be  stated  in  three  words — sufficient  net  earnings. 

"By  not  obtaining  sufficient  net  earnings  the  railroads  will 
be  unable  to  enlarge  their  facilities  to  provide  for  the  movement 
of  the  possible  maximum  traffic  of  the  future  with  a  service 
equal  to  that  rendered  today.  We  maintain  that  the  people  of 
this  country  are  always  entitled  to  as  good  service  as  they  an» 
getting  today  and,  if  they  will  keep  this  in  mind  and  not  let  tho 
mistakes  of  the  past  be  their  guide  post  in  the  future,  and 
insist  on  a  constructive  program  for  commercial  expansion,  wo 
believe  this  service  can  be  furnished  and  maintained.  Thin 
brings  to  our  minds  the  wholesale  demand  today  for  a  decreases 
in  the  freight  rates.  A  great  many  people  apparently  can  only 
see  this  situation  from  the  standpoint  of  rate  reductions  and 
they  have  the  mistaken  idea  that  the  only  way  traffic  can  bo 
stimulated  is  by  reduction  in  the  freight  rates.  I  do  not  qualify 
as  competent  to  discuss  the  freight  rates,  but  I  do  not  think 
that  anyone  needs  to  be  an  expert  in  that  direction  today  to 
realize  if  he  takes  the  time  and  the  trouble  to  study  the  situa- 
tion from  every  angle  that  the  rate  situation  has  but  a  very 
small  bearing  on  the  question  of  the  traffic  movement  today. 
Without  a  doubt  there  are  rates  that  are  out  of  line,  but  a  great 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


The  W.  L.  Richeson  Co.,  Inc. 


EXPORT  SHIPPING 

FOR  ACCOUNT  OF  PRINCIPALS 

THROUGHOUT  the  WORLD 

FREIGHT  BROKERS  AND 
FORWARDERS 


(Main  Office) 

613-21  Whitney-Central  Bldg. 
NEW  ORLEANS 


401   Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Sttele  Bldg. 
GALVESTON 


ANNOUNCES 

THE  OPENING  OF  ITS  OFFICE  AT 

KANSAS    CITY,    MISSOURI 

515  RAILWAY  EXCHANGE  BLDC. 
ON  OCTOBER  1st,  1921 

UNDER  THE  LOCAL  MANAGERSHIP  OF  MR.  K.  M.  WHARRY 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  Nationa 
Lines  of  Mexico,  freight  congestion,  at  this  port* 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  u»  for  full  particulars  and  request 
a  copy  of  our  shipping  inttrur  tion*. 


R.   B.  VOUNQ.  President  and   Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET  P.  0.  Box  915 

General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Broker* — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association 
Phone  No.  4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Memberi  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

R  R.  &  P.  WAREHOUSE,  Inc. 

ELPASO.TEXAS 

GENERAL   STORAGE   DISTRIBUTION 
BONDED  SPACE  FOR  GOODS  SHIPPED  IN  BOND 

INTERNATIONAL  WAREHOUSE  CO.,  Inc. 

200,000  Sq.  Ft.  Floor  Space  —  Fireproof  —  Bonded  —  $200,800  Capital 
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many  modifications  have  been  made  in  these  rates  and  are  bein;r 
made  daily.  A  glance  at  the  freight  loadings  today,  I  think, 
will  convince  anyone  who  has  an  open  mind  that  these  are  the; 
facts.  It  has  been  shown  that  a  decrease  in  the  'selling  prico 
of  commodities  very  many  times  in  excess  of  any  possible  re- 
duction in  the  freight  rates  has  failed  to  move  the  traffic.  In 
my  opinion — and  I  would  like  it  understood  that  this  is  my 
opinion  only— the  fact  that  there  has  been  BO  great  a  clamor 
for  freight  rate  reduction  has  had  more  to  do  with  holding  back 
the  movement  of  traffic  than  any  excessive  freight  rates.  In  sup- 
port of  this  statement  I  call  your  attention  to  the  fact  that  an 
increase  in  freight  rates  of  40  per  cent  means  that  on  one  suit 
of  clothes  shipped  from  the  New  England  states  to'  Chicago  it. 
has  amounted  to  less  than  2  cents,  and  on  a  barrel  of  flour 
from  Minneapolis  to  Detroit  it  meant  17  cents;  on  a  tub  of 
butter  of  28  pounds  from  Omaha  to  Chicago  it  meant  5%  cents, 
or  approximately  one-fifth  of  a  cent  a  pound.  You  can  review 
the  entire  list  and  find  almost  a  similar  situation. 

"I  know  there  are  some  very  well-defined  opinions  that  tin: 
railroads  are  unnecessarily  losing  short-haul  traffic  to  trucks, 
barges,  etc.,  by  reason  of  these  high  freight  rates,  but,  gentle- 
men, I  maintain  that  if  transportation  can  be  provided  by  truck:! 
or  barges  for  short-haul  traffic  more  economically  than  can  be 
provided  by  the  steam  lines  then  most  certainly  it  should  go  to 
the  cheaper  lines  of  transportation,  provided  they,  like  the  rail- 
roads, are  required  to  pay  their  proper  part  of  the  country':! 
taxation  expenses;  and  right  at  this  point  I  call  your  attention 
to  what  I  doubt  many  of  you  know — that  the  taxes  paid  by  th<s 
transportation  companies  of  this  country  amounted  in  1920  to 
$278,868,668,  an  increase  of  $180,241,820  over  1911  or  183  per  cent. 

"This  brings  us  to  the  fourth  and  the  most  important  r,,^s. 
tinn  nf"ftTTn  and  that  is:  'What  is  the  paramount  necessity  of  the 
shippers  in  this  building-up  program  of  the  railroads?' 

"I  think  you  all  agree  that  the  only  time  there  is  a  general 
public  clamor  for  a  reduction  in  freight  rates  is  at  a  time  when 
business  is  moving  in  small  volume  and  the  service  on  the  rail- 
roads the  best.  Without  a  doubt  every  one  here  will  recall  at 
some  time  in  the  last  three  years  you  have  said  that  what  wis 
need  is  service,  the  most  expensive  thing  for  us  is  low  rate:? 
and  poor  service.  This  country  has  gone  through,  in  the  last 
four  years,  periods  when  the  service  was  anything  but  satis- 
factory, due,  of  course,  in  a  large  measure,  to  the  war  condi- 
tions, but  to  other  causes  too  numerous  to  mention  today;  but 
I  would  ask  of  any  of  you  gentlemen  to  answer  your  own  question 
as  to  whether  you  would  prefer  seeing  that  the  railroads  obtain 
sufficient  net  earnings  to  provide  the  same  service  you  arc 
getting  today,  or  would  you  prefer  a  lowering  of  the  freight 
rates  and,  what  would  consequently  follow,  a  blocking  of  the 
expansion  of  the  transportation  machine  of  this  country? 

"I  have  been  fortunate  enough  to  have  spent  nearly  all  of 
the  last  two  years  on  the  industrial  side  and  I  know  there  were 
times  during  that  period  when  the  answer  to  that  question  would 
have  been:  'The  cheapest  thing  for  the  industry  is  that  the  rail- 
roads be  maintained  at  a  level  that  would  attract  capital  to 
railroad  investment  and  thereby  expand  the  transportation  ma- 
chine so  that  it  would  be  able  at  all  times  to  move  (he  maximum 
business  with  entire  satisfaction.'  , 

"We  should  never  lose  sight  of  the  fact  that  to  provide 
first-class  service  at  times  of  peak  movement  of  traffic  means 
that  for  certain  seasons  of  the  year  there  must  be  maintained 
a  very  great  surplus  capacity.  Right  at  the  present  moment  the 
energies  of  the  railroads  are  being  directed  to  moving  the  largest 
perishable  traffic  in  their  history,  estimated  to  be  40  per  cent 
in  excess  of  last  year,  when  it  was  considered  that  there  was  a 
very  heavy  movement;  this  must  be  made  with  no  more  refrig- 
erator cars  in  service  and,  in  fact,  I  think  a  detailed  check 
would  show  to  be  less  cars  in  service  than  previous  years.  In 
looking  over  these  estimated  figures  I  could  not  help  but  recall 
that  the  refrigerators  now  being  used  for  that  movement  have 
been  standing  on  the  side  tracks  of  the  railroads  of  this  coun- 
try awaiting  business  for  as  long  as  five  or  six  months.  This 
surplus  capacity  can  only  be  maintained  at  a  very  considerable 
expense. 

"I  wonder  how  many  of  us  today  really  realize  that  trans- 
portation is  the  right  hand  of  industry.  The  lack  of  transportation 
today  has  more  to  do  with  famine  in  China  and  Russia  than 
anything  else.  I  assume  you  all  know  that  in  this  country 
there  are  about  270,000  miles  of  main  line  tracks  and  if  we 
include  all  of  the  sidings  this  mileage  would  reach  400,000. 
Transportation  is  the  biggest  industry  in  the  United  States  and 
for  a  great  many  years  the  railroad  development  was  very 
much  ahead  of  the  industrial  development.  The  foresight  of  the 
railroad  officers  that  made  that  possible  in  the  past  is  just  as 
great  today  as  it  was  then  and  they  will  meet  the  situation  and 
again  bring  railroad  development  to  the  point  where  it  leads  the 
industrial  development  if  they  are  given  a  reasonably  free  hand 
where  their  incentive  and  initiative  can  be  used  to  its  fullest 
extent.  Take  away  the  initiative  of  an  organization  and  you 
have  undermined  its  foundation. 

"If  your  organization  and  other  similar  organizations  and 
individual  shippers  will  study  this  and  view  it  from  the  stand- 


point of  your  own  future  interests,  I  am  sure  you  will  see  that 
the  transportation  industry  is  given  an  opportunity  to  again 
resume  its  proper  place  in  the  commercial  development  of  this 
country." 


RAILROAD  CONSOLIDATION  DISCUSSED 

At  the  meeting  of  the  National  Traffic  Service  Association 
October  6  in  Pittsburgh,  Professor  Ripley's  scheme  of  rail  con- 
solidations was  discussed. 

The  members  present  stated  that  they  could  not  endorse  the 
plan,  saying  that  in  their  opinion  neither  competent  service  nor 
competition  would  be  retained  under  it. 

President  Herman  appointed  a  committee  consisting  of  Wal- 
ter R.  Work  and  Chas.  Fretz  of  Work  &  Fretz,  Detroit;  L.  F. 
Gerkins  of  the  Railway  Traflic  Agency,  Toledo,  and  Harry  S. 
Elkins  of  Johnson  &  Elkins  of  Washington,  D.  C.,  for  the  pur- 
pose of  suggesting  lines  that  might  be  consolidated  for  the  pur- 
pose of  rendering  through  service,  yet  retaining  ample  competi- 
tion. As  examples  the  following  plans  covering  three  continental 
routes  were  suggested: 

First  Example:  New  York  Central  Lines  (except  Michigan  Central 
and  Big  Four  railroads),  Chicago  &  Northwestern  (except  Wisconsin, 
Minnesota  and  South  Dakota  lines)  and  Mobile  &  Ohio  R.  R.,  plus 
small  lines. 

This  system  will  serve  important  points  such  as  Boston,  Mass., 
Albany,  New  York  City,  Rochester,  Buffalo.  N.  Y.,  Cleveland,  San- 
dusky  and  Toledo,  O.,  Detroit,  Lansing,  Grand  Rapids,  Mich.,  Blkhart, 
South  Bend,  Ind.,  Chicago,  Aurora,  Sterling.  111.,  Clinton,  Cedar  Rapids, 
Ames,  Des  Moines,  Sioux  City  and  Council  Bluffs,  la.;  Omaha,  Fre- 
mont, Norfolk,  Lincoln  and  Hastings,  Neb.,  to  Casper  and  Lander, 
Wyo.,  on  the  west;  St.  Louis,  Mo.,  Cairo,  111.,  Columbus,  Ky.,  Jackson 
and  Memphis,  Tenn.,  Aberdeen  and  Meridian,  Miss.,  Birmingham, 
Montgomery  and  Mobile,  Ala.,  as  well  as  numerous  intermediate  points 
in  all  of  the  states  named. 

Second  Example:  Part  of  the  New  York,  New  Haven  &  Hartford, 
Lehigh  Valley  R.  R.,  Michigan  Central  R.  R.,  Illinois  Central  (Chicago 
to  Omaha;,  Union  Pacific,  Southern  Pacific,  plus  small  lines. 

This  system  could  serve  Boston,  Mass.,  Providence,  R.  I.,  New 
Haven,  Bridgeport,  Stanford,  Conn.,  New  York  City,  Newark  and  Jer- 
sey City,  N.  J.,  eastern;  South  Bethlehem  and  Wilkes-Barre,  Pa., 
Ithaca,  Rochester  and  Buffalo,  N.  Y'.,  Welland,  S't.  Thomas  and  Wind- 
sor, Out.,  Detroit,  Bay  City,  Saginaw,  Machinaw  City,  Jackson,  Lan- 
sing, Grand  Rapids,  Battle  Creek  and  Kalamazoo,  Mich.,  Toledo,  O., 
Michigan  City,  South  Bend.  Hammond,  Ind.,  Chicago  and  Freeport,  111., 
Dubuque,  Cedar  Rapids,  Waterloo.  Fort  Dodge,  Council  Bluffs,  Sioux 
City,  la.,  Sioux  Falls,  S.  D.,  Omaha,  Lincoln,  Grand  Island,  Kearney, 
Norfolk  Neb.,  Julesburg,  Colo.,  Cheyenne,  Laramie  and  Granger, 
Wyo.,  Sterling,  Greeley,  Fort  Collins  and  Denver,  Colo.,  Ogden  and 
Sat  Lake,  Utah,  Battle  Mountain  and  Hazen,  Nev.,  Sacramento,  Oak- 
land and  San  Francisco,  Calif.,  Portland  and  S'alem,  Ore.,  and  numer- 
ous intermediate  points. 

.  Third  Example:  Baltimore  &  Ohio  R.  R.  (New  York  to  Chicago) 
Santa  Fe  (Chicago  to  San  Francisco  via  Kansas  City,  Denver,  Albu- 
querque and  Los  Angeles),  Nashville,  Chattanooga  &  St.  Louis  R.  R., 
Central  of  Georgia,  plus  small  lines. 

New  York,  Philadelphia,  Baltimore,  Washington,  Pittsburgh 
Youngstown,  Cleveland,  Sandusky,  Toledo,  Dayton,  Cincinnati,  Chi- 
cago, Joliet,  Kansas  City,  Denver,  Albuquerque,  El  Paso,  Los  Angeles 
and  San  Francisco,  Chattanooga,  Atlanta,  Savannah,  Birmingham. 
Montgomery  and  numerous  intermediate  points. 

The  National  Traffic  Service  Association  held  its  annual 
meeting  in  Pittsburgh,  Pa.,  October  6.  The  following  officers 
were  elected:  W.  J.  Herman,  president,  Pittsburgh,  Pa.;  L.  S. 
McDonald,  first  vice-president,  Little  Rock.  Ark.;  Harry  S.  Elkins, 
second  vice-president,  Washington,  D.  C. ;  L.  W.  Miller,  third  vice- 
president,  Philadelphia,  Pa.;  Charles  Fretz,  secretary  and  treas- 
urer, Detroit,  Mich.  This  association  is  composed  of  industrial 
traffic  organizations  and  its  membership  is  international  in 
scope,  Toronto  being  represented  in  it.  The  object  is  the  inter- 
change of  traffic  and  transportation  service.  It  was  organized  in 
Chicago  in  1918  with  thirteen  members  and  has  grown  steadily 
until  many  of  the  principal  traffic  centers  are  represented.  The 
membership  is  restricted  to  one  concern  in  each  city. 


N.  DAKOTA  RATE  CASE 

The   Traffic   World    Washington   Bureau 

The  Supreme  Court  of  the  United  States  this  week  again 
denied  the  application  of  North  Dakota  for  an  injunction  for- 
bidding the  railroads  in  that  state  to  collect  the  rates,  fares, 
and  charges  prescribed  by  the  Interstate  Commerce  Commission 
as  a  substitKte  for  the  rates,  fares  and  charges  prescriDed  by  the 
state  authorities.  The  first  denial  was  on  May  31,  when  the  court 
declined  to  issue  a  restraining  order.  On  the  first  motion  day 
of  this  term  of  court,  Karl  Knox  Gartner,  special  counsel  for  N. 
Dakota,  renewed  his  effort  to  procure  a  stay,  asking  for  inter- 
locutory injunction  which,  in  effect,  would  have  been  the  same 
thing  that  was  denied  in  May,  although  in  equity  there  is  a 
difference. 

All  the  argument  was  submitted  in  a  printed  motion,  in 
which  North  Dakota  again  set  forth  the  grounds  for  the  relief 
sought,  chief  of  which  were  that  the  carriers,  in  their  proceed- 
ings before  the  federal  Commission,  did  not  overcome  the  pre- 
sumption of  reasonableness  which  the  Supreme  Court  had  said, 
in  the  Minnesota  rate  case  (234  U.  S.  352)  and  the  North  Dakota 
lignite  case  (236  U.  S.  585),  attached  to  rates  made  by  a  duly 
appointed  state  agency;  and  that,  as  a  condition  precedent  to 
the  supercession  of  state-make  rates,  it  must  be  shown  that  the 
burden  on  interstate  commerce  is  undue  because  rates  are  con- 
fiscatory.  Instead  of  constituting  any  kind  of  a  Durden  on 
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ROUTE                                      RAILWAY                                 ROUTE 

THREE    FAST    MANIFEST    TRAINS 

Leave  KANSAS  CITY  Daily 

MANIFEST  SPECIAL                                TRAIN  55                                 TRAIN  51 
6  o'clock  P.  M.                                  9  o'clock  P.  M.                       10:30  o'clock  P.  M. 

ARRIVE 

TRAIN  55 

TRAIN  51 

MANIFEST  SPECIAL 

Manifest  Special  runs  through 
to  Shreveport  and  contain* 
loads     for     Texarkana    and 
south  only. 

Train     55     runs     through     to 
Shreveport. 

Train  51  runs  through  to  Port 
Arthur  with  connection  at 
DeQuincy  for  Lake  Charles. 

Manifest  Special  and  Trains  55 
and  51  reach  Texarkana  in 
time    to    make    connection 
with  Cotton  Belt  and  Texas 
&  Pacific  for  all  points  west, 
and    reach     Shreveport     in 
time   to    make    connection 
with  all  fast  manifest  trains 
on  all  connecting  lines. 

Pittsburg,   Kans  

4:55  AM  Next  Day 
7:05  AM  Next  Day 
8:15  AM  Next  Day 
7:38  PM  Next  Day 
6:15  AM  2nd  Day 
10:50  AM  2nd  Day 

6:50  AM  Next  Day 
9:40  AM  Next  Day 
11:22  AM  Next  Day 
2:40  AM  2nd  Day 
10:30  AM  2nd  Day 
4:10  PM  2nd  Day 
8:00  AM  3rd  Day 
8:45  AM  3rd  Day 
10:15  AM  3rd  Day 
4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
10:30  AM  3rd  Day 
5:00  AM  4th  Day 
7:00  AM  4th  Day 
10:00  PM  2nd  Day 
8:00  PM  2nd  Day 

Fort  Smith,  Ark  
Texarkana,  Tex.   

4:00  AM  2nd  Day 
7:00  AM  2nd  Day 

Lake  Charles  La 

Port  Arthur   Tex 

Dallas,  Tex. 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
6:45  AM  3rd  Day 
5:00  AM  4th  Day 
10:00  PM  3rd  Day 
10:00  PM  2nd  Day 
8:00  PM  2nd  Day 

4:25  AM  3rd  Day 
7:00  AM  3rd  Day 
6:00  AM  3rd  Day 
8:00  AM  5th  Day 
6:45  AM  3rd  Day 
5:00  AM  4th  Day 
10:00  PM  3rd  Day 

Ft.  Worth,  Tex. 

Waco,  Tex. 

El  Paso,  Tex. 

Houston,  Tex  
Ga!  veston,  Tex  

New  Orleans,  La  
Oklahoma  City,  Okla. 
Tulsa    Okla 

Direct  Connections  at  Kansas  City  with  all  lines  reaching  Kansas  City. 
We  operate  32  switch  engines  in  Kansas  City  insuring  prompt  forwarding  of  all  traffic  same  day  received. 
CUT  THIS  OUT  for  ready  reference  in  routing  your  traffic. 

H.  A.  WEAVER,  G.  F.  A.                                                                                J.  F.  HOLDEN,  Vice  President 

Kansas  City,  Mo.                                                                                                                                           Kansas  City,  Mo. 

100%  American 
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MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 
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STEAMERS 
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RELIABLE 
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and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO    60  California  Street 


Philadelphia 
139  South  Third  St. 

PltUbnreh 
1537    Oliver    Building 


Sav»nn»h.    G«.  New    York 

Snrinnah  Bank  and  Tnut  Bldf.  42   Broadway 

Los    Angeles.    Cal.  Mobile.  Aim. 

427    Van    Nora    Bide.  8.  W.  Cor.  St.  FrancU  It  Water  Sim. 

Buffalo.   N.    Y..   Room    495.   Ellicott    8q.  Bide. 


Oakland.    Cat 

Parr  Terminal 

Portland.   On. 
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interstate  commerce,  North  Dakota  contended  the  exhibits  in 
the  proceedings  before  the  state  commission  show  that  the  re- 
turns to  the  railroads  on  North  Dakota  business,  in  the  period 
covered  by  them,  were  several  millions  in  excess  of  6  per  cent 
on  their  investment. 

At  the  time  the  court  denied  the  interlocutory  injunction, 
it  granted  Gartner's  motion  for  permission  to  amend  nis  original 
bill,  so  as  more  clearly  to  make  the  point  that  section  13  of  the 
interstate  commerce  law,  as  construed  by  the  Commission,  is 
unconstitutional  because  there  is  no  proof  that  the  North 
Dakota  rates  caused  an  undue  burden  by  reason  01  being  con- 
fiscatory.  The  question's  constitutionality  is  involved  in  the 
Wisconsin  case,  already  submitted. 

In  his  argumentative  motion  for  leave  to  amend,  Gartner, 
in  part,  said: 

That  this  court  has  held  that  the  power  to  "regulate"  commerce 
among  the  several  states  comprehends  necessarily  the  power  to  pre- 
serve such  commerce  from  burdens  which  would  destroy  the  thing  to 
be  regulated;  that  at  most  the  federal  power  can  extend  only  to  the 
removal  of  undue  burdens  upon  interstate  commerce;  that  for  the  said 
section  13  of  the  Interstate  Commerce  Act  as  amended  and  as  quoted 
in  paragraph  III  to  be  held  to  be  constitutional,  it  must  be  found  that 
"any  undue  or  unreasonable  or  unjust  discrimination  against  inter- 
state commerce"  tantamount  to  an  "undue  burden"  upon  interstate 
commerce;  or  that  before  any  undue,  unreasonable,  or  unjust  discrimi- 
nation can  give  a  constitutional  basis  for  an  order  by  the  Commission, 
it  must  be  made  to  appear  that  such  discrimination  amounts  to  an 
undue  burden;  that  the  only  way  the  whole  body  of  North  Dakota 
rates,  fares  and  charges  affected  by  said  order  of  the  Commission  can 
be  shown  to  be  an  undue  burden  upon  interstate  commerce  is  for  it 
to  be  made  to  appear  that  said  rates,  fares  and  charges  are  con- 
flscatory;  that  before  the  Commission  can  make  a  legal  order  requir- 
ing the  removal  of  such  discrimination  it  must  find  that  the  state 
rates,  fares  and  charges  applicable  in  North  Dakota  are  conflscatory; 
that  no  such  finding  has  been  made  nor  can  it  be  made  because  the 
carriers  have  failed  to  offer  any  proof  upon  which  such  a  finding  could 
be  predicated,  though  some  proof  was  offered  by  the  state  which 
clearly  rebuts  any  impression  to  that  effect;  that  there  is  no  evidence 
therefore  in  the  record  before  the  Commission  to  support  its  order; 
that  said  order  is  therefore  arbitrary  and  void  in  violation  of  the 
constitutional  inhibition  that  there  shall  not  be  deprivation  of  prop- 
erty without  due  process  of  law;  that  great  and  irreparable  injury  Is 
resulting  every  day  to  the  people  of  the  state  of  North  Dakota  as 
well  as  to  the  state  itself  from  the  enforcement  of  this  void  and  uncon- 
stitutional order. 


COMMISSION  ORDERS 

The  Board  of  Railroad  Commissioners  of  the  State  of  South 
Dakota  has  been  permitted  to  intervene  in  No.  11672,  Mason 
City  Brick  &  Tile  Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al. 

The  Board  of  Trade  of  Kansas  City,  Mo.,  has  been  permitted 
to  intervene  in  No.  13000,  Board  of  Railroad  Commissioners  of 
the  State  of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  Algoma  Panel  Co.,  F.  Eggers  Veneer  &  Seating  Co., 
Frost's  Veneer  Seating  Co.,  Kiel  Wooden  Ware  Co.,  Medford 
Veneer  Co.,  Underwood  Veneer  Co.,  Wisconsin  Cabinet  &  Panel 
Co.,  Wisconsin  Timber  and  Land  Co.,  and  Wisconsin  Veneer  Co. 
have  been  permitted  to  intervene  in  No.  12887,  National  Veneer 
&  Panel  Manufacturers'  Assn.  et  al.  vs.  Aberdeen  &  Rockfish  et  al. 

Petition  for  reargument  in  No.  11253,  Pittsburgh  Terminal 
R.  R.  &  Coal  Co.  vs.  Director-General,  Pennsylvania,  et  al.,  filed 
by  the  defendant  Pennsylvania  Railroad  Company,  has  been 
denied. 

Complainant's  petition  for  rehearing  in  No.  11390,  C.  S. 
Maltby  vs.  Sumpter  Valley  Ry.  et  al.,  has  been  denied. 

The  order  in  No.  11481,  The  Certain-Teed  Products  Corp.  et 
al.  vs.  A.  T.  &  S.  F.  et  al.,  has  been  modified  so  as  to  become 
effective  November  15  instead  of  November  4. 

On  application  of  counsel  for  complainant  In  No.  12821, 
Utah  Fuel  Co.  vs.  Director-General,  the  Commission  has  ordered 
that  deposition  of  Fred  Wild  be  taken  at  Denver,  Colo.,  October 
21,  with  respect  to  the  matters  involved  therein. 

Petition  for  rehearing  in  No.  11507,  Texas  Co.  vs.  Director- 
General,  filed  by  the  Director-General,  has  been  denied. 

Further  petition  for  rehearing  in  No.  11090,  Prairie  Pipe 
Line  Co.  vs.  Director-General,  M.  K.  &  T.,  et  al.,  filed  by  the 
Director-General,  has  been  denied. 

Motion  to  dismiss  the  complaint  in  No.  12979,  Lustig-Burger- 
hoff  Co.  et  al.  vs.  Director-General,  filed  by  the  Director-General, 
has  been  denied. 

Upon  petition  of  applicant,  the  Commission  has  reopened 
for  the  submission  of  further  evidence  and  argument  finance 
docket  No.  9,  application  of  the  Jackson  &  Eastern  Railway 
Company  for  a  certificate  of  public  convenience  and  necessity. 

The  New  Orleans  Joint  Traffic  Bureau  and  the  Producers' 
and  Manufacturers'  Protective  Association  have  been  permitted 
to  intervene  in  No.  13098,  Arbuckle  Brothers  et  al.  vs.  Ann 
Arbor  et  al. 

Upon  request  of  complainant,  the  Commission  has  dismissed 
Nos.  12938,  the  Colorado  Fuel  &  Iron  Co.  vs.  Director-General, 
and  3 2938 '(Sub  No.  1),  same  vs.  same. 

Complainants'  petition  for  rearpument  in  No.  11364,  Du- 
quesne  Coal  &  Coke  Co.  et  al.  vs.  Pittsburgh  &  West  Virginia 
et  al.,  has  been  denied. 

Complainants'  petition  for  reconsideration  of  the  Commis- 
sion's order  denying  a  rehearing  in  No.  10757,  N.  Z.  Graves, 
Inc.,  vs.  Western  &  Atlantic,  Director-General,  et  al.,  has  been 
denied. 


Petition  for  rehearing  or  reargument  and  supplementary 
petition  for  rehearing  in  No.  11039,  Riverton  Lime  Co.,  Inc.,  vs. 
Director-General  and  Norfolk  &  Southern,  filed  by  the  Director- 
General,  have  been  denied. 

Upon  petition  of  complainant  the  Commission  has  reopened 
for  further  hearing  No.  11220,  Orange  Rice  Mill  Co.  vs.  Director- 
General,  Louisiana  Western,  et  al. 

Petition  for  rehearing  in  No.  4800,  Sloss-Sheffleld  Steel  & 
Iron  Co.  et  al.  vs.  Louisville  &  Nashville  et  al.,  filed  by  Excelsior 
Stove  &  Manufacturing  Co.,  has  been  denied. 

The  Commission  has  reopened  for  the  reception  of  further 
evidence  and  argument  finance  docket  1166,  application  of  the 
Golden  Belt  Railroad  of  Kansas  for  a  certificate  of  public  con- 
venience and  necessity. 

The  Board  of  Trade  of  the  City  of  Chicago  has  been  per- 
mitted to  intervene  in  No.  13000,  Board  of  Railroad  Cnmmis- 
sionors  of  the  State  of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  State  of  Texas  has  been  permitted  to  intervene  in  No. 
12998,  The  State  Highway  Department  of  Texas  vs.  Director- 
General. 

The  order  in  No.  10837,  Security  Mills  &  Feed  Co.  vs. 
Director-General,  Southern  Railway,  et  al.,  has  been  modified  so 
as  to  become  effective  "February  1,  1922,  instead  of  December 
1,  1921. 

The  American  Farm  Bureau  Federation  has  been  permitted 
to  intervene  in  No.  12630,  the  National  Live  Stock  Exchange 
vs.  A.  T.  &  S.  F.  et  al. 

The  Hawkeye  Portland  Cement  Company  has  been  permitted 
to  intervene  in  No.  12701,  the  Atlas  Portland  Cement  Co.  vs. 
C.  B.  &  Q.  et  al. 

The  complaints  in  No.  12999,  Ford  Collieries  Co.  et  al.  vs. 
Pennsylvania  et  al.,  and  12924,  Michigan  Alkali  Co.  et  al.  vs. 

B.  &  L.  E.,  have  been  satisfied  and  have  been  dismissed. 

Upon  request  of  complainants  the  Commission  has  dis- 
missed the  following:  Nos.  12856,  the  Colorado  Fuel  &  Iron 
Co.  vs.  Director-General,  Colorado  &  Wyoming;  12868,  Sinclair 
Refining  Co.  vs.  Director-General;  12939,  the  Colorado  Fuel  & 
Iron  Co.  vs.  Director-General;  12935,  Same  vs.  Director-General 
and  Colorado  &  Wyoming;  12948,  Same  vs.  Same  et  al.;  12936, 
Same  vs.  Director-General;  and  12937,  Same  vs.  Same. 

The  Commission  has  reopened  for  further  hearing  with 
respect  to  the  Chicago  Short  Line  Railway  Co.,  No.  4181,  Lake 
Erie  &  Fort  Wayne  Railroad  Co.  et  al.,  second  industrial  rail- 
ways case.  The  effective  date  of  the  Commission's  order,  en- 
tered July  5  in  this  proceeding,  in  so  far  as  it  relates  to  the 
Chicago  Short  Line  Railway  Company,  has  been  postponed  until 
the  further  order  of  the  Commission. 

The  complaint  in  No.  12358,  Texas  Live  Stock  Shippers' 
League  et  al.  vs.  Director-General,  Abilene  &  Southern  et  al., 
has  been  amended  by  making  the  Clinton  &  Oklahoma  Western 
Railroad  Company  and  others  additional  parties  defendant. 

The  order  entered  August  4  in  No.  11418,  Walrath  &  Sher- 
wood Lumber  Co.  vs.  Director-General,  has  been  amended  by 
substituting  April  4,  1919,  for  April  4,  1921,  as  the  date  from 
which  interest  shall  be  paid. 

The  complaint  in  No.  12405,  Havana  Metal  Wheel  Co.  vs. 

C.  P.  &  St.  L..  Director-General  et  al.,  has  been  satisfied  and  has 
been  dismissed. 

The  following  complaints  have  been  dismissed  at  complain- 
ants' request:  Nos.  12667,  Poehlmann  Bros.  Co.  et  al.  vs. 
Director-General,  Chicago  Junction  Ry.  et  al.;  12603,  Central 
New  Jersey  Coal  Exchange,  Inc.,  vs.  P.  &  R.  Ry.  et  al.;  12647, 
Pacific  Grain  Co.  vs.  O.-W.  R.  &  N.  Co.;  12819,  West  Virginia 
Pulp  &  Paper  Co.,  Inc.,  vs.  Director-General;  and  12855,  the 
Colorado  Fuel  &  Iron  Co.  vs.  Director-General,  Colorado  & 
Wyoming  Ry. 

The  Commercial  Club  of  Duluth,  the  Minneapolis  Traffic 
Association  and  the  Board  of  Trade  of  the  city  of  Chicago  have 
been  permitted  to  intervene  in  No.  13033,  the  Atchison  Board 
of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

Complainant's  petition  for  rehearing  in  No.  11459,  A.  M. 
Todd  Company  vs.  Director-General,  Ann  Arbor  et  al.,  has  been 
denied. 

The  Missouri  Pacific  Railroad  Company  has  been  permitted 
to  intervene  in  No.  13055,  McGrew  Coal  Co.  vs.  Director-General. 


RATES  ON  CEMENT 

The  Traffic   World   Washington  Bureau 

The  Commission  has  refused  to  suspend  tariffs  and  supple- 
ments effective  October  10  and  later  containing  rates  on  cement 
from  producing  points  to  Mississippi  Valley  territory,  local  and 
competitive,  issued  after  a  conference  between  the  carriers  and 
cement  interests  and  as  stipulated  at  a  hearing  of  I.  and  S.  No. 
1303.  These  tariffs  contain  both  material  advances  and  reduc- 
tions and  attempt  to  comnly  with  the  decisions  of  the  Commis- 
sion in  the  Memphis-Southwestern  and  Murfreesboro  cases.  While 
the  measure  of  the  rates  was  considered  high  by  practically  all 
objecting  interests,  the  equalization  of  locations  constituted  the 
basis  for  other  requests  for  suspension. 
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RAILROAD  CONNECTIONS 

Freight  shipped  over  PORT  OF  TACOMA  PIER  ONE 

may  be  routed  via  any  of  four  great  transcontinental 
railway  systems  and  their  connections,  the  Chicago,  Mil- 
waukee CS,  St.  Paul,  Northern  Pacific,  Great  Northern, 
and  Union  Pacific.  Cars  from  these  roads  are  switched 
alongside  our  sheds  or  to  ships  loading  at  our  docks 
without  extra  charge  to  the  shipper,  thereby  insuring 
fast  and  economical  service. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 


DIRECT  FREIGHT  AND  PASSENGER  SERVICE  TO 

HAWAIIAN  ISLANDS 

FROM 

PORT  OF  ASTORIA 

ASTORIA,  OREGON 
BY 

Alaska  Steamship  Company— S.  S.  "CORDOVA" 

Sailing  November  4th,  and  Every  Thirty  Days  Thereafter 

CALLING  AT 

HONOLULU    AMD     HILO 

Transcontinental  Rail  Connections  and  Freight  Rates 


For  Routing  Instructions  or  Passenger  Reservations  apply  to  the  following,  or  any  agent  of  the  line*  mentioned.' 

R.  K.  PRETTY,  E.  H.  MOOT,  G.  A.,  R.  B.  ROBERTSON  J.  H.  BRINKERHOFF, 

Asst.  Gen.  Freight  Agent  Passenger  Department             Asst.  Freight  Traffic  Mgr.  General  Agent 

Great  Northern  Railway  Great  Northern  Railway          Union  Pacific  System  Northern  Pacific  Railway 

226  West  Adams  Street  226  West  Adams  Street             1421  Garland  Building  226  West  Adams  Street 

Chicago,  Illinois  Chicago,  Illinois                          Chicago,  Illinois  Chicago,  Illinois 

R.  D.  PINNED,  Genera]  Traffic  Manager,  PORT  OF  ASTORIA,  ASTORIA,  OREGON 
J.  H.  BUNCH,  G.  F.  &  P.  A.,  Alaska  Steamship  Co.,  Pier  No.  2,  SEATTLE,  WASH. 
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CAR  SURPLUS  AND  SHORTAGE 

The   Traffic   World    Washington  Bureau 

The  number  of  freight  cars,  idle  because  of  business  con- 
ditions, totaled  375,370  on  October  1,  compared  with  414,698 
on  September  23,  or  a  reduction  of  39,328,  according  to  reports 
received  by  the  Car  Service  Division  from  the  railroads  of  the 
United  States.  Of  the  total,  172,420  were  freight  cars  in  good 
'condition  which  could  be  placed  in  immediate  service  if  traffic 
conditions  demanded,  while  202,950  were  in  need  of  repairs. 

Reports  showed  that  the  number  of  surplus  cars  in  service- 
able condition  on  October  1  was  a  reduction  of  28,733,  compared 
with  the  total  on  the  previous  date.  Surplus  box  cars  in  good 
order  numbered  42,093,  or  a  reduction  within  that  period  of 
13,756,  while  surplus  coal  cars  totaled  98,048,  or  a  reduction 
of  12,328,  compared  with  the  same  previous  date.  There  was 
also  a  reduction  of  873  in  the  number  of  surplus  stock  cars. 

Of  the  2,306,036  freight  cars  on  line  on  October  1,  reports 
showed  364,372  to  be  in  need  of  repairs,  or  15.8  per  cent,  com- 
pared with  374,431,  or  16.3  per  cent,  on  September  15.  Allowing 
seven  per  cent  of  the  cars  on  line  as  a  propel  .number  to  repre- 
sent those  normally  in  need  of  repairs,  a  total  of  202,950  would 
be  obtained  as  the  number  of  idle  cars  because  of  business 
conditions  and  in  bad  order. 

Surplusage  and  shortage  of  cars  on  American  roads  as  re- 
ported to  the  American  .Railway  Association,  for  the  week 
ended  September  30,  'was  as  follows: 

Surplus:  Box,  39,774;  ventilated  box,  710;  auto  and  furni- 
ture, 1,609;  total  box,  42,093;  flat,  10,742;  gondola,  07,521;  hop- 
per, 30,527;  total,  all  coal,  98,048;  coke,  8,341;  single  deck  stock, 
8,299;  double  deck  stock,  282;  refrigerator,  695;  tanK,  708;  mis- 
cellaneous, 3,212;  total,  172,420. 

Shortage:  Box,  2,161;  ventilated  box,  17;  total  box,  2,178; 
flat,  12;  gondola,  124;  hopper,  18;  total  all  coal,  142;  single 
deck  stock,  22;  refrigerator,  933;  miscellaneous,  34;  total,  3,321. 


REVENUE  FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

The  heaviest  revenue  freight  loading  for  the  year  was  made 
in  the  week  ended  October  1,  according  to  the  reports  to  the 
car  service  division  of  the  American  Railway  Association.  The 
total  was  901,078  cars.  Last  year  the  corresponding  week  showed 
a  total  of  992,283,  compared  with  957,596  in  the  corresponding 
week  of  the  preceding  year.  In  the  matter  of  grain  and  grain 
products  and  less  than  carloads  of  merchandise,  the  figures  were 
better  than  those  of  a  year  ago.  The  reporting  agency  drew 
no  inferences  from  those  facts.  Usually  increases  in  less  than 
carload  freight  are  taken  as  indicating  a  buying  movement  by 
retailers  to  replenish  their  stocks. 

Improved  loading  took  place  in  only  two  districts,  central 
western  and  southwestern.  The  heavier  grain  loading  in  these 
districts  caused  their  totals  to  be  better  than  for  the  correspond- 
ing week  of  last  year.  In  the  central  western  the  increase  was 
from  143,446  to  145,038.  In  that  district  the  increase  in  the 
grain  loading,  which  caused  the  favorable  showing,  was  from 
11,834  to  17,150  cars.  In  the  southwestern  district  tne  improve- 
ment over  the  corresponding  week  of  1920  was  from  67,797  to 
69,191  cars.  The  increase  in  the  grain  loading  was  from  4,403 
to  4,793  cars. 

The  revenue  loading  for  all  roads  in  all  districts  in  the 
week,  compared  with  the  corresponding  week  of  last  year,  and 
the  totals  for  the  three  last  years,  was  as  follows: 

Grain  and  grain  products,  57,075  and  43,632;  live  stock  32,- 
868  and  33,383;  coal,  178,005  and  209,898;  coke,  5,615  and  14,- 
790;  forest  products  49,466  and  62,085;  ore,  26,393  and  78,458; 
merchandise,  >L.  C.  L.,  234,227  and  203,506;  miscellaneous,  317,- 
429  and  346,531;  total,  1921,  901,078;  1920,  992,283,  and  1919, 
957,596. 

By  districts  the  loading  was: 

Eastern  district:  Grain  and  grain  products,  8,354  and  6,240; 
live  stock,  3,107  and  2,632;  coal,  46,340  and  54,987;  coke,  1,610 
and  3,714;  forest  products,  4,608  and  7,331;  ore,  1,651  and  11.444; 
merchandise,  L.  C.  L.,  63,895  and  48,841;  miscellaneous,  85,487 
and  107,530;  total,  1921,  215,050;  1920,  242,719;  1919,  233,214. 

Allegheny  district:  Grain  and  grain  products,  3,128  and  2,- 
533;  live  stock,  3,468  and  3,199;  coal,  49,016  and  67,788;  coke, 
2,587  and  6,696;  forest  products,  2,850  and  3,267;  ore,  5,380  and 
14,593;  merchandise,  L.  C.  L.,  47,228  and  39,003;  miscellaneous, 
58,622  and  72,021;  total,  1921,  172,319;  1920,  203,100;  1919,  202,- 
924. 

Pocahontas  district:  Grain  and  grain  products,  283  and 
147;  live  stock,  312  and  286;  coal,  22,567  and  24,129;  coke,  184 
and  927;  forest  products,  1,200  and  1,826;  ore,  97  and  239;  mer- 
chandise, L.  C.  L.,  5,726  and  5,563;  miscellaneous,  4,180  and 
4,779;  total,  1921,  34,549;  1920,  37,896;  1919,  38,526. 

Southern  district:  Grain  and  grain  products,  4,115  and  3,- 
374;  live  stock,  1,982  and  2,545;  coal,  22,454  and  23,788;  coke, 
391  and  1,249;  forest  products,  15,488  and  19,572;  ore,  296  and 
2,980;  merchandise,  L.  C.  L.,  39,419  and  32,084;  miscellaneous, 
42,375,  and  43,085;  total,  1921,  126,520;  1920,  129,677;  1919,  130,- 
859. 


Northwestern  district:  Grain  and  grain  products,  19,252  and 
15,101;  live  stock,  8,403  and  9,541;  coal,  9,934  and  12,113;  coke, 
502  and  1,606;  forest  products,  12,005  and  15,092;  ore,  17,363 
and  45,023;  merchandise,  L.  C.  L.,  29,029  and  28,419;  miscel- 
laneous, 41,921  and  40,753;  total,  1921,  138,409;  1920,  167,648; 
1919,  151,832. 

Central  western  district:  Grain  and  grain  products,  17,150 
and  11,834;  live  stock,  12,596  and  12,820;  coal,  22,250  and  26,- 
005;  coke,  211  and  451;  forest  products,  6,775  and  v,126;  ore, 
719  and  3,452;  merchandise,  L.  C.  L.,  32,693  and  32,142;  miscel- 
laneous, 52,644  and  49,616;  total,  1921,  145.038;  1920  143,446; 
1919,  136,059. 

Southwestern  district:  grain  and  grain  products,  4,793  and 
4,403;  live  stock,  3,000  and  2,360;  coal,  5,444  and  6,088;  coke, 
130  and  147;  forest  products,  6,540  and  7,871;  ore,  887  and  727; 
merchandise,  L.  C.  L.,  16,237  and  17,454;  miscellaneous,  32,160 
and  28,747;  total,  1921,  69,191;  1920,  67,797;  1919,  64,182. 


STORAGE  CHARGES  ON  APPLES 

If  Countiss  is  allowed  to  put  into  effect  his  Supplement 
No.  14  to  Tariff  I.  C.  C.  No.  1084,  raising  the  charges  for  storing 
apples  from  6%  to  7  cents  a  hundred  pounds  on  eastbound  ship- 
ments to  Western  Trunk  Line  territory  and  east,  it  will  cost 
the  Oregon  and  Washington  apple  growers  $12,948  a  year,  on 
the  basis  of  the  present  season's  shippings.  This  statement 
was  made  at  the  hearing  of  I.  and  S.  1379,  storage  charges  on 
apples  and  pears  in  eastern  group  on  transcontinental  traffic, 
before  Examiner  Warren  H.  Wagner,  in  Chicago,  October  10, 
by  Robert  Cumming,  secretary  of  the  American  Fruit  and  Vege- 
table Shippers'  Association. 

According  to  P.  B.  Beidelman,  assistant  general  freight 
agent  of  the  Great  Northern,  who  represented  the  transconti- 
nental carriers  at  the  hearing,  the  change  in  the  storage  in 
transit  charge  on  eastbound  traffic  moving  out  of  Mountain- 
Pacific  territory  was  necessary  in  order  to  make  the  Countiss 
tariff  agree  with  Western  Freight  Tariff  Bureau's  I.  C.  C.  Aim, 
which  named  a  charge  of  6%  cents  to  Mountain-Pacific  destina- 
tions and  7  cents  to  Western  Trunk  Line  destinations  and  points 
east  thereof.  The  Boyd  tariff,  he  said,  had  applied  the  percent- 
age increases  allowed  in  Ex  Parte  74  applicable  to  the  various 
groups,  to  .the  5-cent  storage  charge  in  effect  prior  to  August 
26,  1920,  whereas  the  transcontinental  bureau,  through  error, 
increased  the  charge  uniformly  33%  per  cent.  "This,"  he  said, 
"was  in  error,  and  as  soon  as  it  was  discovered,  the  facts  were 
reported,  with  the  result  that  we  are  trying  to  remove  that  dis- 
crepancy in  the  supplement  which  has  been  suspended." 

Mr.  Cumming  said  that  the  Boyd  tariff  had  named  the  7-cent 
charge  -as  applicable  where  it  did  not  conflict  in  charges  pub- 
lished in  individual  tariffs,  and  that  because  6%  cents  was  the 
maximum  charge  allowed  under  the  transcontinental  tariffs 
nothing  over  that  amount  had  ever  been  collected  for  the  service. 
Several  Chicago  apple  dealers  said  that  where  7  cents  had,  in  the 
past,  been  collected,  they  had  obtained  refunds  on  complaint  of 
overcharge.  Mr.  Cumming  also  differentiated  between  charges 
for  "storage,"  and  charges  for  "storage  in  transit;"  but  the  car- 
riers pointed  to  the  language  of  the  Commission  in  Ex  Parte 
74,  which  specifically  excluded  charges  for  "storage  on  track," 
from  the  increase  provisions,  as  proving  that  it  had  been  in- 
tended to  include  the  storage  in  transit  charges  in  the  general 
increase. 

J.  C.  Folger,  representing  several  organizations  of  fruit  pro- 
ducers, shippers  and  receivers,  called  the  attention  of  the  exam- 
iner to  that  portion  of  the  report  in  Ex  Parte  74,  which  stated 
that  increases  under  that  order  would  have  to  be  made  prior 
to  January  1,  1921,  and  pointed  out  that  the  suspended  supple^ 
ment  had  not  been  filed  until  January  10.  He  thought  that  it 
ought,  therefore,  not  be  allowed  to  go  into  effect. 


SOUTHERN  DISPOSITION  NOTICES 

Southern  Freight  Rate  Committee,  for  the  purpose  of  advis- 
ing interested  parties  of  the  action  taken  by  it  in  connection  with 
submittals,  has  inaugurated  the  publication  of  disposition  notices. 
"These  notices,"  the  committee  says,  "will  be  published  in  con- 
nection with  each  of  our  public  dockets  and  we  expect  to  promul- 
gate them  on  the  Monday  following  our  Tuesday  public  confer- 
ences. Disposition  Notice  No.  1,  in  connection  with  our  Docket 
No.  72  of  October  4,  will  be  distributed  Monday.  October  10.  and 
Disposition  Notice  No.  2,  in  connection  with  Docket  No.  73  of 
October  11,  will  be  distributed  Monday,  October  17.  These  no- 
tices will  be  mailed  to  all  parties  who  now  receive  our  dockets. 
We  expect  this  method  of  advising  all  interested  parties  of  action 
taken  in  connection  with  our  submittals  to  make  unnecessary 
many  inquiries  heretofore  addressed  to  this  committee  and  to  the 
carriers  it  represents  and  thereby  be  of  material  benefit  to  all 
concerned. 

These  disposition  notices  will  be  published  in  the  Daily 
Traffic  World  and  in  the  weekly  Traffic  Bulletin  .itist  as  those 
of  the  Western  Trunk  Line  Committee  are  already  published. 
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VALDEZ     CORDOVA 
ANCHORAGE".        %..•    KATAiCo,  • 


VICHOHAC.E        'tfj>  «ATAILA»SK  ^bk. 

"^^l^^-tx^ 

KOD.AK  —    LAVo23£*f 


-express  service  at  freight  rates  across 
the  Pacific 

12  Days  to  Yokohama 
14  Days  to  Kobe 
18  Days  to  Shanghai 
22  Days  to  Hong  Kong 

SAILINGS 

*SS  KEYSTONE  STATE    .     .     .  November    5  SS  ELDRIDGE    ...  November  30 

*SS  SILVER  STATE   .....  November  26  *SS  PINE  TREE  STATE   .     .     .     December  10 

[•Combination  21.000  ton  freight  and  passenger  liners,  speed  n'A  knots.    Through  bills  of  lading  issued  in  connection  with  our  feeder 

services  and  other  lines.) 

FAST,  FREQUENT  COASTWISE  SERVICE 

Between       tj&£-'~'     ~ 

SEATTLE  PORTLAND 

TACOMA  ISAN  FRANCISCO 

VICTORIA  LOS  ANGELES 

VANCOUVER  SAN  DIEGO 

and  all  Alaska  Point* 

For  Additional  Sailing  Dates,  Rater,  Detailed  Information  Apply  '  > 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle  — 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 


— make  the 
American  Flag 
your  shipping  guide 


COMPANY 
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NEW  ENGLAND  DIVISIONS 

The  Traffic   World   Washington  Bureau 

The  Boston  &  Maine  has  made  a  report  to  the  Commission 
concerning  negotiations  had  by  the  New  England  railroads  with 
carriers,  the  lines  of  which  are  west  of  the  Hudson  River,  be- 
cause the  Commission,  in  its  report,  told  the  carriers  to  report 
to  it  at  the  end  of  90  days  after  the  date  of  the  report  tho 
result  of  their  efforts  to  come  to  an  agreement  as  to  a  division 
of  rates. 

In  its  report  the  railroads  said  that  meetings  with  the  lines 
west  of  the  Hudson  were  held  on  September  18  and  September 
21,  but  that  no  conclusion  was  reached  as  to  the  division  on 
any  rate.  The  Boston  &  Maine  said  that  immediately  following 
the  report  of  the  Commission  it  had  entered  on  a  study  of  its 
divisions.  One  of  the  first  conclusions  reached  by  it  was  that 
more  than  90  days  would  be  required  to  reach  an  agreement. 

The  New  England  lines,  according  to  the  report  of  the 
Boston  &  Maine,  suggested  to  the  Official  Classification  territory 
lines  that,  as  a  temporary  measure  of  relief,  they  should  shrink 
their  divisions  by  15  per  cent  on  all  traffic  except  coal,  includ- 
ing traffic  to  and  from  points  south  and  west  of  the  Ohio  and 
Mississippi  rivers,  directly  or  indirectly  with  the  complainants, 
this  amount  of  shrinkage  to  be  added  to  the  division  accruing  to 
the  New  England  lines  involved. 

"At  the  time  of  submitting  this  report  the  New  England 
lines  have  received  no  reply  to  this  proposal,"  said  the  Boston 
&  Maine.  "As  soon  as  substantial  progress  has  been  made  in 
developing  the  basis  of  its  divisions  the  Boston  &  Maine  Rail- 
road will  submit  the  results  to  the  appropriate  committees  of 
the  defendants.  If  favorable  action  is  not  secured  in  conference, 
it  is  its  intention  to  bring  the  matter  to  the  attention  of  the 
Commission  with  a  view  to  a  prompt  submission  of  the  issues 
involved." 


LOAN  TO  C.  C.  &  0. 

The  Traffic   World   Washington  Bureau 

The  Commission  has  approved  an  additional  loan  from  the 
treasury  of  $1,000,000  to  the  Carolina,  Clinchfield  &  Ohio,  to 
aid  that  carrier  to  meet  its  maturing  indebtedness,  in  June, 
1920,  the  Commission  approved  a  loan  of  $2,000,000  to  me  Clinch- 
field  to  help  it  to  meet  its  ten-year  notes,  maturing  July  1,  1920; 
$1,300,000  of  5  per  cent  Elkhorn  first  mortgage  gola  notes,  the 
payment  of  which  was  extended  to  January  1,  1922!,  on  condi- 
tion that  the  applicant  place  them  with  another  holder  not  later 
than  July  1,  1920,  arid  short  time  notes  and  acceptances  of  the 
Clinchfield  amounting  to  $4,124,000,  making  an  aggregate  of 
maturing  indebtedness  of  approximately  $7,000,000. 

The  Commission,  in  making  that  initial  loan  of  $2,000,000, 
prescribed  conditions  under  which  the  Clinchfield  snould  bor- 
row $5,000,000  at  the  rate  of  6  per  cent.  Then  it  said  it  would 
consider  the  grant  of  an  additional  loan  to  the  railroad.  Time 
for  making  these  arrangements  was  extended  so  that  on  October 
6,  1920,  the  Commission  gave  $1,000,000  additional  and  on  Sep- 
tember 26  of  this  year,  the  company  filed  an  application  of 
another  loan  for  $1,000,000.  The  Commission  granted  that  loan, 
authorizing  the  Secretary  of  the  Treasury  to  take  as  security 
$1,000,000  of  five  per  cent  Elkhorn  first  mortgage  notes,  due  by 
extension  on  January  1,  1922,  and  $500,000  of  the  applicant's 
first  mortgage  five  per  cent  gold  bonds  due  June  1,  1938. 

This  additional  loan  is  made  on  condition  that,  on  or  or  be- 
fore December  1,  the  carrier  will  effectively  finance  the  issue 
and  sale  to  its  stockowners  or  others,  at  par,  of  the  unissued  part 
of  the  total  principal  amount  of  $5,000,000  of  its  6  per  cent  income 
debentures  to  which  reference  was  made  in  its  certificates  No. 
4  and  28,  to  the  Secretary  of  the  Treasury;  and  also  that  the 
applicant  on  or  before  December  1  shall  collect  into  its  treasury 
the  principal  amount  of  that  loan. 

Another  condition  of  the  loan  will  be  that  no  payment  shall 
be  made  by  the  applicant  of  any  funded  debt  now  existing  or 
hereafter  created  until  this  loan  shall  have  been  repaid  in  full, 
and  all  obligations  in  connection  therewith  fulfilled,  except  that 
maturing  car  trust  obligations  may  be  met  out  of  net  earnings, 
or  by  the  issue  of  obligations  maturing  after  July  1,  1931,  and 
except  that  $6,000,000  of  5  per  cent  Elkhorn  first  mortgage  gold 
notes  may  be  met  out  of  net  earnings  or  refunded  by  oDligations 
maturing  after  July  1,  1931. 

A  final  condition  is  that  if  the  Clinchfield  fails  to  comply 
with  any  of  the  conditions,  its  entire  indebtedness  to  the  United 
States  shall  become  immediately  due  and  payable. 


IRON  PIPE  FITTINGS  TO  TEXAS 

At  the  request  of  the  carriers.  No.  10771,  United  Iron  Works 
Co.  vs.  Director-General,  A.  T.  &  S.  F.,  et  al.  was  reopened,  and 
hearing  held  before  Examiner  C.  I.  Kephart,  in  Chicago,  Oct.  8. 
In  the  original  case  the  iron  company  complained  against  the  rates 
on  iron  pipe  fittings  to  and  from  Okmulgee,  Okla.,  because  they 
were  on  a  fifth  class  basis.  In  a  report,  opinion  No.  6747,  61  I.  C. 
C.,  33-42,  the  Commission  ordered  the  carriers  to  establish  a  scale 
of  rates  materially  lower  than  that  basis,  and  also  prescribed  the 


removal  of  the  fourth  section  violations  which  existed  in  the  rates 
from  St.  Louis,  Kansas  City,  Peoria,  Chicago  and  Birmingham  to 
Houston,  Galveston  and  points  taking  the  same  rate. 

Robert  N.  Nash,  assistant  general  freight  agent  of  the  Frisco 
Line,  appearing  at  the  hearing  on  behalf  of  his  railroad  as  well  as 
for  other  roads  in  the  Southwest,  said  that,  at  the  previous  hear- 
ing, which  took  place  during  federal  control,  no  testimony  regard- 
ing the  fourth  section  phase  of  the  case  was  put  in  by  the  car- 
riers. He  said  they  were  chiefly  concerned  in  finding  out  what 
rates  would  suit  the  complainants  and  that  it  was  their  intention 
at  the  time  to  put  in  such  rates.  "After  the  Commission's  order, " 
he  said,  "the  rates  prescribed  therein  were  put  into  effect  and,  at 
the  same  time,  fourth  section  applications  No.  631  and  No.  701 
were  made,  asking  for  permission  to  prescribe  rates  from  the 
points  mentioned  to  Galveston  and  Houston  lower  than  the  rates 
to  intermediate  points  and  rates  between  intermediate  points." 

It  was  in  order  to  take  testimony  on  those  applications  that 
the  case  was  reopened.  Such  shippers  as  appeared  represented 
manufacturers  in  Chicago,  St.  Louis  and  Birmingham  and  joined 
the  carriers  in  their  prayer  for  fourth  section  relief. 

Mr.  Nash  described  the  rates  on  iron  pipe  fittings  between 
St.  Louis  and  the  other  points  and  Houston  and  Galveston  as 
water-compelled.  He  said  there  were  six  regular  sailings  be- 
tween New  York,  Philadelphia  and  Houston  and  Galveston,  and 
that  iron  pipe  fittings  moving  over  this  route  had,  from  Pitts- 
burg  to  the  Texas  ports,  including  the  rail  haul  to  the  coast,  a 
rate  of  74%  cents.  On  this  account,  he  said,  the  rate  from  Pitts- 
burgh, all  rail,  to  the  same  destinations,  was  made  78  cents,  the 
proportional  south  of  St.  Louis  being  46%  cents.  This  rate,  as 
well  as  that  from  the  other  shipping  points  involved,  was  less 
than  that  charged  to  Texas  common  points  and  to  some  points 
nearer,  but,  according  to  exhibits  put  in  by  Mr.  Nash,  the  rates 
on  iron  pipe  fittings  to  these  intermediate  points  were  in  most 
cases  lower  than  on  other  iron  and  steel  commodities,  and  repre- 
sented a  smaller  percentage  of  the  fifth  class  rates  than  did 
the  commodity  rates  on  a  number  of  other  low-grade  articles. 

"As  a  matter  of  fact,"  he  said,  "the  intermediate  rates  have 
also  been  affected  by  this  water  competition,  and  we  think  these 
figures  show  that  they,  also,  are  lower  than  reasonable." 


C.   R.    I.   F.  &   N.   W.   BONDS 

The  Commission  has  authorized  the  Rock  Island  and  its 
subsidiary,  the  Burlington,  Cedar  Rapids  &  Northern,  to  pay 
off  in  its  entirety  $1,905,000  of  outstanding  firs^t  mortgage  bonds 
of  the  Cedar  Rapids,  Iowa  Falls  &  Northwestern.  To  do  that 
the  Burlington,  Cedar  Rapids  &  Northern  has  been  authorized 
to  sell  bonds  for  that  amount  of  its  consolidated  first  mortgage 
issue  to  the  Chicago,  Rock  Island  &  Pacific.  The  last  men- 
tioned, or  parent  company,  has  been  authorized  to  pledge  and 
repledge  from  time -to  time  all  or  any  part  of  the  first  and 
refunding  gold  mortgage  bonds  mentioned  in  a  certificate  au- 
thorizing its  treasurer  to  issue  such  bonds,  as  collateral  security 
for  any  note  or  notes  issued  to  take  care  of  obligations  of  the 
Cedar  Rapids,  Iowa  Falls  &  Northwestern.  The  obligations  of 
that  road  are  in  danger  of  causing  foreclosure  on  that  property. 
A  foreclosure  would  cause  the  Rock  Island  to  lose  the  owner- 
ship and  possession  of  the  mortgaged  property,  which  is  a 
constituent  and  necessary  part  of  its  system. 


TRANSCONTINENTAL    WOOL    RATES 

R.  H.  Countiss,  agent  for  the  Transcontinental  Freight  Bu- 
rueau,  has  amended  his  fourth  section  application  No.  17  of 
June  14  to  include  wool  and  mohair,  in  grease,  in  bags,  carloads. 
This  application  has  been  given  I.  C.  C.  No.  11996  and  has  been 
added  to  those  transcontinental  fourth  section  applications  on 
which  Examiner  Disque  is  to  begin  hearings  in  Chicago,  No- 
vember 11.  The  original  application,  No.  17,  contained  provi- 
sions for  wool  in  grease,  but  said  nothing  about  wool  and 
mohair,  in  grease,  in  bags.  The  proposed  rate  from  the  Pacific 
coast  terminals  to  eastern  defined  territories,  groups  A  to  J, 
inclusive,  is  $1.70,  as  opposed  to  present  rates  ranging  from 
$250  to  $3.75%.  The  same  provisions  made  in  the  original  ap- 
plication for  rates  from  intermediate  points  and  the  same  argu- 
ments regarding  water  competition  are  made  in  the  amendment. 
The  present  all-water  rate  on  the  commodity  is  $1.25. 


Digest  of  New  Complaints 

• 

No.  12918.    Sub.  No.  1.     Tur'nek  Mprchants  &  Growers,  Turlock,  Cal., 
vs.  Tidewater  Southern  Railway  et  al. 

Unjust  unreasonable,  preferential  and  prejudicial  rates  on  fresh 
fruits  and  vegetables  from  points  in  Snn  Jnaquin  valley  to  various 
Interstate  destinations.  Ask-!  establishment  of  through  routes  and 
joint  rates  from  points  on  Une  of  def^nd^nt  Tidewater  Southern 
to  Butte  and  Anaconda,  Mont.,  and  intermediate  stations  thereto, 
which  rates  shall  not  exceed  the  rates  contemporaneously  in  effect 
between  s'm'lar  noints  of  orgin  r>nd  destination  over  I'nes  of  Sou. 
PPC.  Oregon  Short  Line  and  Butte.  Anaconda  &  Pacific. 

No.    12497,    Sub.    No.    1.     United    States   of   America   vs.    Wharton    & 
Northern  et  al. 

Unreasonable    and    discriminatory    rules,    regulations    and    prac- 
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Gulfport  Harbor,  GuKport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 

No  wharfage  charges.  No  handling  from  cars  to  shipside.     Each 

No  handling  charges  on  lumber  and  articles  car   is   placed  alongside  ship  with  con- 

taking  lumber  rates.  tents  in  reach  of  ship's  tackle,  avoiding 

No  charges  for  storage  in  open  storage  yards.  breakage,  shortage  and  defacement. 

Nearly  two  miles  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 

Served  by  the 

GULF  AND  SHIP  ISLAND  RAILROAD 


Inquiries  as  to  the  advantages  of  this  port  are  solicited. 


T.  E.  Harris,  Traffic  Manager 

Gulf  and  Ship  Island   Railroad 


Gulfport,    Mississippi 
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tices  and  unreasonable,  discriminatory,  excessive  and  extortionate 
rates  on  shipments  of  various  commodities  to  and  from  the  fed- 
eral arsenal  at  Piccatinny,  N.  J.,  on  line  of  Wharton  &  Northern. 
Asks  cease  and  desist  order,  just  and  reasonable  rates  and  estab- 
lishment of  joint  rates,  and  reparation. 

No.  13126.     Dunbar  Molasses  and  Syrup  Co.,  New  Orleans,  La.,  vs.  Li- 
rector  General,  as  agent,  et  al. 

Unjust  and  unreasonable  charges  for  the  rental  of  tank  cars 
owned  by  defendants  and  used  by  complainant  for  transportation 
of  various  commodities.  Asks  reparation. 

No.-  13127.     Gaston,  Williams  &  Wigmore,  Inc.,  New  York,   N.  Y.,  vs. 
Director  General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  marmot  skins  from  Tacoma,  Wash.,  to  New  York 
City.  Asks  reparation. 

No.  13128.     Boston  Wool  Trade  Association,  Boston,  Mass.,  vs.  Boston 
&  Albany  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  wool,  mohair  and  camel's  hair  in  the  grease,  and 
scoured,  between  Boston  and  New  York  and  New  York  lighterage 
points.  Asks  just  and  reasonable  rates  and  reparation. 

No.  13129.     Chevrolet  Motor  Co.  of  California  vs.  Director  General,  as 
agent,  C.  R.  I.  &  P.  et  al. 

Unjust  and  unreasonable  rates  on  automobile  gear  frames  from 
Detroit,  Mich.,  to  Oakland.  Calif.  Asks  for  rates  which  will  not 
exceed  Class  A  and  reparation. 

No.  13130.    A.  P.  Villa  &  Bros.,  Inc.,  New  York  City,  N.  Y.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rate  on  raw  silk  originating  at  Asiatic 
points  and  shipped  from  San  Francisco  to  New  York  City,  by  rea- 
son of  the  fact  that  shipment  moved  via  freight  service  instead  of 
passenger  service.  Asks  reparation. 

No.  13131.    North  Star  Oil  and  Refining  Co.,  Ltd.,  Winnipeg,  Can.,  vs. 
Director  General,  as  agent,  C.  B.  &  Q.  et  al. 

Unjust,  unreasonable  rates  on  petroleum  and  its  products  from 
Greybull,  Wyo.,  to  Calgary  and  Lethbridge,  Alberta,  Canada.  Asks 
reparation. 

No.    13132.      Brennan   Packing   Co.,    Chicago,    vs.    Director   General,    as 
agent,  Chicago  Junction  et  al. 

Unjust,  unreasonable  and  unlawful  demurrage  charges  which 
accrued  by  reason  of  embargoes  on  various  cars  of  packing  house 
products  loaded  at  Chicago  and  destined  to  New  York  and  other 
eastern  points.  Asks  reparation. 

No.  13133.     North  Star  Oil  and  Refining  Co.,  Ltd.,  Winnipeg,  Can.,  vs. 
Director  General,  as  agent,  Canadian  Pacific  et  al. 

Unjust  and  unreasonable  rates  on  petroleum  and  its  products 
from  Minneapolis  to  Winnipeg,  Calgary,  Regina  and  Saskatoon, 
Can.  Asks  reparation. 

No.  13133,  Sub.  No.  1.     Same  vs.  Director  General,  as  agent,  Canadian 
Northern  et  al. 

Same  complaint  and  prayer  on  shipments  from  Tulsa,  Okla.,  to 
Saskatoon. 

No.  13133,  Sub.   No.  2.     Same  vs.  Director  General,   as  agent,   Kansas 
City,  Mexico  &  Orient  et  al. 

Same  complaint  and  prayer  as  to  shipments  from  Burkburnett, 
Tex.,  to  Winnipeg. 

No.  13133,  Sab.   No.  3.     Same  vs.  Director  General,  as  agent,  B.   &  O. 
et  al. 

Same  complaint  and  prayer  as  to  shipments  from  Bruin,  Pa., 
to  Winnipeg. 

No.  13133,  Sub.  No.  4.     Same  vs.  Director  General,  as  agent,  B.   &  O. 
et  al. 

Same  complaint  and  prayer  as  to  shipments  from  St.  Marys, 
W.  Va.,  to  Winnipeg. 

No.  13133,  Sub.  No.  5.    Same  vs.  Director  General,  as  agent,  Canadian 
Pacific  et  al. 

Same  complaint  and  prayer  as  to  shipments  from  Arkansas  City, 
Kan.,  to  Winnipeg. 

No.  13133,  Sub.   No.  6.     North  Star  Oil  and  Refining  Co.,  Ltd.,  Winni- 
peg, Man.,  vs.  Canadian  Northern  et  al. 

Against  rates  of  78c  to  Winnipeg.  $1.43  to  Calgary,  $1.14  to 
Regina,  and  $1.33  to  Saskatoon,  Canada,  from  Emlenton.  Pa.,  on 
shipments  of  petroleum  and  petroleum  products  as  unjust  and 
unreasonable.  Asks  for  just  and  reasonable  rates  and  reparation. 

No.  13133,  Sub.  No.  7.     Same  vs.  Canadian  Pacific  et  al. 

Unjust  and  unreasonable  rates  of  73. 5c  and  77c  on  petroleum  and 
its  products  from  Toledo  to  Winnipeg.  Asks  for  just  and  reason- 
able rates  and  reparation. 

No.  13133,  Sub.   No.  8.     Same  vs.  Same. 

Unjust  and  unreasonable  rates  on  petroleum  and  petroleum 
products  from  Whiting.  Ind.,  to  points  in  Canada.  Asks  for  just 
and  reasonable  rates  and  reparation. 

No.   13134.     International   Harvester  Co.   et   al.,   Chicago,   vs.   Director 
General,  as  agent,  C.  &  N.  W.  et  al. 

Unjust  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  agricultural  implements,  repair 
parts,  engines,  tractors,  binder  twine  and  other  commodities  from 
Milwaukee  and  Racine,  Wis.,  and  Chicago  to  various  destinations 
in  western  provinces  of  Canada,  because  they  exceeded  rates  ef- 
fective on  and  after  Feb.  1,  1919.  Asks  reparation  of  $10,000. 

No.   13136.     International  Lime  Co.,   Sumas,  Wash.,  vs.   Director  Gen- 
eral, as  agent,  C.  M.  &  St.  P. 

Against  $15  per  car  minimum  assessed  on  shipments  of  slab- 
wood  from  Lynden,  Maple  Falls  and  Goshen,  Wash.,  to  Lime- 
stone and  Limestone  Junction,  Wash.,  as  unjust,  unreasonable 
and  unjustly  discriminatory.  Asks  reparation. 

No.  13137.     Semet-Solvay  Co.,  Solvay,  N.  Y.,  vs.   Director  General,  as 

Unjust,  unreasonable  charges  on  shipments  of  light  oil  of  coal 
tar  from  Ironton  and  Portsmouth,  O.,  to  Solvay,  N.  Y.  Asks 
reparation. 

No.    13138.     The   Marion   Machine,    Foundry   and    Supply   Co..    Marion, 
Ind.,  vs.  Director  General,  as  agent,  Texas  and  Pacific  et  al. 

Unreasonable,    unjustly   discriminatory,    unduly   prejudicial    rates 
in  shipments  of  wooden  bull  and  calf  wheels,  arms,  cants  and  pins 
from  Tulsa.  Okla.,  to  Ranger,  Tex.     Asks  reparation. 
No.   13139.     Graham   &   Gila  Counties   Traffic  Assn.,   Globe,   Ariz.,   vs. 
Arizona  Eastern   et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  all  commodities  between  eastern 
points,  points  in  Pacific  coast  states  and  destinations  in  Graham 
and  Gila  counties,  Ariz.  Asks  cease  and  desist  order  and  just 
and  reasonable  rates. 

No.  13140.     Standard  Shipbuilding  Corporation,   New  York,   N.  Y.,  vs. 
Director  General,  as  agent,  Central  R.  R.  of  N.  J. 

Unjust  and  unreasonable  rates  and  overcharges  on  shipments  of 
iron  chain,  steel  plates,  iron  bars,  etc.,  moving  from  points  in 
Pennsylvania  and  Quebec  to  Shooters  Island,  New  York  City. 
Asks  reparation. 

No.   13141.     The   Larimer   County   Co-operative   Milk   Condensery   Co., 
Loveland,  Colo.,  vs.  Director  General,  as  agent. 

TJnjust  and  unreasonable  rates  on  evaporated  milk  from  Love- 
land,  Colo.,  to  New  York  City  and  to  New  Orleans,  La.,  and  from 
Denver,  Colo.,  to  New  York  City.  Asks  reparation. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  se'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trine  Barrio  Corporation,  Colorado  Building,  Washington,  D.  C.  ' 


Overcharge  Claims — Documents  Necessary  to  Support 

Alabama — Question:  I  have  received  quite  a  number  of 
claims  filed  for  overcharge  in  rate  on  shipments,  mostly  L.  C.  L. 
traffic,  these  claims  being  sent  to  me  by  traffic  managers,  in  a 
great  many  cases  by  traffic  associations,  or  so-called  freight  audit 
companies. 

In  filing  these  claims  these  traffic  associations  or  freight 
audit  companies  simply  send  the  freight  bill,  quoting  tariff  au- 
thority for  the  rate,  which  they  state  should  be  assessed,  but 
they  never  support  their  claims  with  a  bill  of  lading.  As  a 
great  many  overcharge  claims  arrive  account  of  erroneous  clas- 
sification, we  contend  that  the  bill  of  lading  which,  in  a  great 
many  cases,  gives  a  more  complete  description  regarding  the 
manner  in  which  the  shipment  is  packed  or  whether  it  is  set  up 
or  knocked  down,  should  be  submitted  in  support  of  overcharge 
claims,  and  we  would  then  be  in  a  position  to  conduct  our  inves- 
tigation and  verify  the  rate  claimed  with  very  little  delay. 

I  had  occasion  to  write  one  .of  these  organizations  a  few 
days  ago  asking  for  bills  of  lading  in  support  of  their  claims 
for  overcharge,  many  of  the  claims  amounting  to  only  25  cents, 
and  I  quoted  the  reason  stated  above  for  asking  for  these  docu- 
ments. The  traffic  manager,  however,  would  not  furnish  the 
bills  of  lading,  simply  returning  the  claims  to  me  and  insisting 
on  immediate  payment  of  the  claims,  or  the  matter  would  be 
reported  to  the  Interstate  Commerce  Commission. 

Kindly  advise  if  there  is  any  way  in  which  we  can  induce 
the  claimants  to  submit  these  bills  of  lading  by  quoting  either 
Interstate  Commerce  Commission  ruling  or  a  decision  of  one 
of  the  courts. 

Answer:  We  know  of  no  decision  of  the  Interstate  Com- 
merce Commission  which  holds  that  the  bill  of  lading  must 
accompany  a  claim  for  overcharge. 

The  standard  form  for  presentation  of  overcharge  claims, 
approved  by  the  Interstate  Commerce  Commission,  contains  the 
following  notation: 

Claimant  will  please  check  (x)  before  such  of  the  documents  men- 
tioned as  have  been  attached,  and  explain,  under  "Remarks,"  the  ab- 
sence of  any  of  the  documents  called  for  in  connection  with  this  claim. 
When  for  any  reason  it  is  impossible  for  claimants  to  produce  original 
bill  of  lading,  if  required,  or  paid  freight  bill,  claimant  should  indem- 
nify carrier  or  carriers  against  duplicate  claim  supported  by  original 
documents. 

This  notation  apparently  requires  that  the  original  bill  of 
lading  accompany  the  claim  or  a  reason  be  given  for  its  absence 
or  that,  if  the  presence  of  the  original  bill  of  lading  is  essential 
to  the  proper  consideration  of  the  claim,  that  in  its  absence  the 
carrier  be  indemnified  against  a  duplicate  claim,  supported  by 
the  original  documents. 

The  exact  meaning  of  the  term  "if  required"  as  used  in  the 
quotation  above  from  the  claim  form  is  not  clear  to  us,  but  it 
apparently  means  that  if  the  proper  settlement  of  the  claim  is 
dependent  upon  the  presence  of  all  or  any  one  of  the  documents 
they  or  it  must  be  attached  thereto  or  the  carrier  may  require 
indemnity  from  the  shipper  in  their  or  its  absence. 

The  freight  uill  should,  in  accordance  with  the  Commission's 
opinion  in  Docket  5518,  In  the  Matter  of  Freight  Bills,  29  I.  C.  C. 
496,  contain  all  of  the  information  needed  to  enable  the  carrier 
to  determine  whether  a  refund  is  due  in  most  instances,  but 
where  it  does  not,  it  seems  to  be  a  reasonable  assumption,  when 
taking  into  consideration  the  provisions  of  the  standard  claim 
form,  that  the  carrier  may  require  the  presentation  of  the  origi- 
nal bill  of  ladiig. 

Passage  of  Title  as  Affected   by  Term   F.  O.   B.   in   Contract  of 

Sale 

Illinois. — Question:  In  case  we  have  a  contract  with  a  cer- 
tain party  at  Kansas  City,  which  reads  as  regards  the  freight 
expense,  as  follows:  "P.  O.  B.  Chicago,  with  freight  allowed." 
This  means  that  shipment  is  forwarded  collect  when  the  con- 
signee pays  the  transportation  charges  and  on  settlement  makes 
a  deduction  for  any  freight  charges  paid.  We  understand  under 
such  circumstances  that  responsibility  ceases  immediately  on 
delivery  to  the  carrier  here  at  Chicago,  and  in  case  the  consign- 
ment meets  with  any  accident  while  en  route  after  delivery  here 
to  the  carrier,  the  question  of  damages  makes  the  consignee 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gull  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service — 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 
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responsible  for  same.  Any  claim  to  be  entered  against  the  rail- 
way company  must  be  handled  directly  by  our  customer  at  Kan- 
sas City.  Kindly  advise  if  we  have  the  correct  understanding. 

Answer:  Where  the  provision  in  a  contract  of  sale  is  for 
delivery  f.  o.  b.  the  point  of  destination,  the  title  is  not,  as  a 
rule,  considered  to  pass  until  the  goods  have  reached  that  point, 
as  the  delivery  to  the  carrier  is  not  a  delivery  to  the  buyer,  and 
therefore  until  such  time  the  risk  of  transportation  is  with  the 
shipper  and  not  the  consignee. 

Where,  however,  the  agreement  as  a  whole  shows  clearly 
that  the  phrase  f.  o.  b.  at  point  of  destination  was  used  merely 
to  designate  the  party  by  whom  the  freight  is  to  be  paid,  rather 
than  the  place  at  which  delivery  and  the  passage  of  title  are 
to  be  consummated,  it  will  be  so  restricted,  and  the  title  held 
to  pass  at  the  point  of  shipment  in  accordance  with  the  intent 
of  the  parties. 

Venue   in   Suits  Against  Common  Carriers  for  Loss  of  or   Injury 

to  Goods 

Wisconsin. — Question:  We  had  a  shipment  of  syrup  for- 
warded to  us  via  "A"  Railroad.  This  syrup  was  unreasonably 
delayed  in  transit,  and  some  time  before  it  arrived  at  destination 
I  filed  a  claim  with  the  "A"  Railroad  for  value  of  the  shipment, 
account  of  delay  in  transit  and  goods  out  of  season,  and  as  the 
period  of  time  in  transit  would  cause  a  chemical  change,  making 
it  worthless  for  our  purpose.  Some  time  later  the  shipment 
showed  up  in  the  hands  of  the  "B"  Railroad  at  Milwaukee,  Wis. 
The  claim  is  still  unadjusted. 

What  I  wish  to  know  is  that  if  I  file  suit  for  loss,  do  I  have 
to  commence  action  at  some  point  where  there  is  a  representa- 
tive of  the  "A"  Railroad,  or  can  I  file  suit  against  "B"  Railroad 
at  Milwaukee,  as  representative  of  the  "A"  Railroad,  even  if  the 
claim  was  not  filed  with  them? 

Answer:  The  question  of  venue  in  suits  against  .common 
carriers  is  a  matter  of  statutory  regulation  by  the  various  states 
and  the  statutes  of  your  state  should  therefore  be  consulted.  In 
the  event  that  you  cannot  file  suit  against  the  initial  carrier  in 
your  state,  you  can  file  suit  against  the  destination  carrier  if 
you  are  prepared  to  prove  that  the  damage  occurred  on  that 
line.  You  cannot,  however,  hold  the  destination  carrier  liable 
for  damage  occurring  prior  to  the  receipt  of  the  shipment  by  it. 
Claims — Notice  of 

Missouri. — Question:  Section  3  of  the  uniform  bill  of  lading 
reads  as  follows: 

Except  where  the  loss,  damage  or  injury  complained  of  is  due  to 
delay  or  damage  in  transit,   by  carelessness  or  negligence,   as   condi- 
tions precedent  to  the  recovery,   claims  must  be  made   in  writini 
the  originating  or  delivering  carrier  within  six  months  after  delivery 
of  the  property. 

I  would  appreciate  your  opinion  as  to  whether,  under  this 
clause  of  the  bill  of  lading,  a  claim  must  be  filed  within  six 
months. 

According  to  my  interpretation,  a  claim  does  not  have  to 
be  filed  within  six  months  after  delivery  of  the  property,  for 
the  reason  that  it  states  "except  where  the  loss,  damage  or 
injury  complained  of  is  due  to  delay,  or  damage  while  being 
loaded  or  unloaded,  or  damage  in  transit,  etc.,  that  the  claim 
must  be  made  in  writing  within  six  months." 

I  have  been  informed  by  several  railroads  that,  according 
to  their  interpretation  of  this  section,  the  claimant  does  not 
have  to  file  a  claim  within  six  months. 

Answer:  The  question  as  to  whether  or  not  a  notice  of 
claim  is  necessary  when  the  damage  is  caused  by  the  negligence 
of  the  carrier,  in  view  of  the  provisions  of  section  3  of  the 
uniform  bill  of  lading,  has  not  been  passed  upon  by  the  Su- 
preme Court  of  the  United  States.  However,  in  Hailey  et  al.  vs. 
O.  S.  L.,  253  Fed.  569,  it  was  held  that  the  provision  relieves 
a  shipper  from  giving  notice  or  filing  a  claim  for  damages  re- 
sulting from  the  carrier's  negligence,  but  that  the  claimant  must 
allege  and  "rove  notice,  and  the  filing  of  a  claim,  or  must 
allege  and  prove  negligence.  See  also  Mann  vs.  F.  &  E.  C. 
Transportation  Co.,  96  S.  E.  731. 

Misrouting — Carrier  Must  Forward  Shipment  Via  Cheapest  Avail- 
able   Route    Where    Terminal    Delivery    Only    Is    Shown    in 

Bill   of   Lading 

Virginia. — Question:  A  less-than-carload  shipment  moving 
from  A  to  B  is  routed  in  the  bill  of  lading  "XYZ  delivery." 
Railroad  XYZ  does  not  compete  with  ZYX  Railroad,  the  rate 
being  much  higher.  Should  not  the  originating  road  have  han- 
dled shipment  in  connection  with  ZYX  for  delivery  at  destination 
to  XYZ?  I  understand  that  if  only  "delivering  line"  is  shown  in 
the  bill  of  lading  covering  carload  traffic  carriers  have  to  protect 
lowest  rate,  even  though  shipment  moved  over  line  shown  as  de- 
livering carrier,  which  designated  delivering  line  did  not  concur 
in  lowest  rate. 

Answer:  In  Trexler  Lumber  Co.  vs.  Sou.  Ry.,  42  I.  C.  C. 
720,  it  was  held  that  where  terminal  delivery  only  is  shown  in 
the  bill  of  lading,  it  is  the  duty  of  the  carriers  to  forward  the 
shipments  to  the  destination  named  by  the  cheapest  available 
route  affording  the  desired  delivery.  See  also  American  Woods 
Corporation  vs.  Sou.  Ry.,  40  T.  C.  C.  63. 


So,  in  the  instant  case,  if  the  lowest  rate  is  applicable  via 
the  ZYX  Railroad  for  XYZ  Railroad  delivery  it  was  the  duty  of 
the  originating  line  to  forward  the  shipment  over  such  route, 
even  though  there  was  a  direct  connection  between  the  origi- 
nating road  and  XYZ  Railroad  via  which  a  higher  rate  applied. 
(1)  Interets  on  Overcharges.  (2)  Lien  of  Carrier  for  Fright 

Charges 

Missouri. — Question:  (1)  There  are  two  questions  that  I 
would  like  to  ask,  first,  what  rate  of  interest  can  you  demand  on 
overcharges,  and  is  the  time  computed  from  the  time  the  charges 
were  paid  or  from  the  time  the  claim  was  filed? 

(2)  Also,  do  you  know  of  any  ruling  on  a  case  of  this  kind: 
A  grain  firm  bills  several  cars  of  grain  on  shipper's  order  bill 
of  lading,  prepaid,  the  consignees  having  bought  the  grain  basis 
destination,  and  before  the  railroad  company  presents  their 
freight  bills  for  charges  the  consignor  has  gone  into  bankruptcy 
and,  taking  into  consideration  that  consignee  will  have  paid  all 
drafts  before  cars  arrive  at  destination  and  knows  nothing  of 
the  consignors  being  bankrupt,  he  would  be  unable  to  get  his 
money  back  from  consignor  if  he  is  compelled  to  pay  freight 
charges,  could  the  railroad  company  refuse  to  place  these  cars 
for  unloading  if  the  consignee  surrenders  his  bill  of  lading  and 
demands  the  cars? 

Answer:  (1)  The  Commission,  in  Conference  Ruling  489, 
states  that  interest  on  an  overcharge  accrues  from  the  date 
of  its  collection  by  the  carrier,  whether  arising  from  an  error 
in  rate,  weight,  or  classification.  The  Commission  does  not, 
however,  therein  state  what  rate  of  interest  should  be  allowed. 
The  usual  rate  allowed  is  six  per  centum  per  annum. 

It  is  our  view  that  the  claimant  should  demand  the  rate  of 
interest  which  he  would  be  entitled  to  in  a  court  having  juris- 
diction, in  the  event  that  he  should  bring  suit  to  recover  the 
overcharge. 

(2)  A  common  carrier  has  a  lien  on  the  goods  transported 
for  the  charges  of  transportation  and  may  withhold  the  goods 
until  the  charges  have  been  paid.  Campbell  vs.  A.  B.  C.  Stor- 
age Co.,  187  Mo.  App.  565,  174  S.  W.  140;  Woolston  vs.  Southern 
Ry.  Co.,  177  Mo.  App.  611.  160  S.  W.  1023;  Sutton  vs  St.  Louis, 
etc.,  R.  R.,  159  Mo.  App.  685,  140  S.  W  76;  Robbins  vs.  Chicago, 
etc.,  R.  R.,  132  Mo.  App.  306,  111  S.  W.  1179. 

In  the  instant  case  the  carrier  may  waive  collection  from 
the  consignor  and  can  refuse  to  deliver  the  goods  until  the 
charges  are  paid. 

Damages — Deduction  of  Cash  Discount 

Michigan. — Question:  On  November  26,  1920,  we  filed  claim 
with  the  tranpportation  company  on  account  loss  of  shipment 
while  in  transit.  The  transportation  company  advised  us  re- 
cently that  they  had  completed  their  investigation  of  claim  and 
request  that  we  amend  our  claim,  allowing  a  2  per  cent  dis- 
count. They  give  as  authority  for  their  claim  to  the  discount 
as  being  a  ruling  made  by  their  legal  department,  as  well  as 
that  of  the  Railroad  Administration  in  their  time,  to  the  effect 
that  carriers  are  entitled  to  all  discounts  as  shown  on  invoices 
to  shippers'  customers. 

We  filed  in  support  of  our  claim  a  copy  of  the  invoice,  which 
carried  a  notation,  "subject  to  2  per  cent  discount  if  paid  within 
sixty  days."  Because  of  our  failure  to  make  the  same  notation 
on  face  of  our  claim,  the  transportation  company  is  claiming 
their  right  to  discount,  notwithstanding  that  the  discount  period 
has  long  since  expired.  We  contend  that  the  copy  of  invoice 
carrying  the  discount  provision  filed  with  our  claim  placed  this 
information  in  their  possession,  and  of  which  they  could  have 
taken  advantage  of  if  they  so  desired;  further,  the  fact  that 
the  invoice  carried  the  information,  we  contend  that  it  was  not 
necessary  to  place  same  on  face  of  claim. 

Answer:  We  are  not  aware  of  any  decisions  of  the  courts 
which  specifically  cover  the  point  in  issue,  but  our  view  is  that 
the  cash  discount  is  not  a  proper  deduction  unless  the  condition 
under  which  it  is  made  is  fulfilled,  notwithstanding  the  inter- 
pretation of  the  carrier's  counsel,  or  of  the  Railroad  Administra- 
tion, which  are  not  to  be  considered  final  unless  supported  by 
decisions  of  the  courts.  This  subject  was  discussed  quite  fully 
in  The  Traffic  World  in  our  answers  to  "New  York,  page  241, 
Jan.  29,  1921,  and  "Massachusetts,"  page  613,  March  19,  1921, 
and  "Utah,"  page  1222,  June  4,  1921. 

Furthermore,  it  is  not  the  practice  of  all  the  carriers  to 
demand  that  this  deduction  be  made  from  the  amount  of  a  claim. 

Undercharges — Collection  of  from  Consignor 
Illinois. — Question:  Two  cars  of  automobiles  were  shipped 
by  us  to  Paterson,  N.  J.  on  a  shipper's  order  bill  of  lading. 
Upon  the  arrival  of  these  cars  at  destination,  the  consignee 
could  not  handle  and  same  were  diverted  to  New  York  City 
and  delivery  taken  at  that  place.  The  delivering  road  failed  to 
collect  sufficient  freight  charges  and,  upon  discovery  of  the 
undercharge,  endeavored  to  collect  from  the  consignee,  who 
refused  payment. 

They  have  now  asked  us  to  pay  the  undercharge,  insisting 
that  we  are  liable  for  them,  quoting  Hutchinson  on  Carriers, 
Vol.  2,  section  8-10.  There  is  a  question  in  our  minds  as  to 
whether  this  would  cover  a  shipper's  order  shipment. 
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shipping  receipts  and  procedure  in  making  export  shipments. 

"Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your 
work  contains  complete  and  up-to-date  information  in  condensed  form ;  your  publication  is  practically 
our  text  book  on  export  matters  and  is  almost  in  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

"The  EXPORTERS'  ENCYCLOPAEDIA  and  Its  Practical  Usefulness" 

It  is  with  pleasure  the  writer  gives  expression  to  his  appreciation  of  the  "EXPORTERS' 
ENCYCLOPAEDIA." 

In  our  Company's  International  shipping  activities,  it  is  essential  that  our  offices  in  this 
and  foreign  countries  shall  obtain  correct,   up-to-date,  world-wide  information,  regarding          / 
steamer  services,  Port  Facilities,  Customs  Regulations  and  associated  matters,  and  perhaps         /    ^' 
our  recent  renewals  and  additional  subscription  s  in  quantity,  for  our  principal  offices        /      ^  <£ 
throughout  the  world,  may  best  indicate  to  you  the  high  opinion  we  have  of  the        /        *%ffi 
"EXPORTERS'  ENCYCLOPAEDIA"  and  its  practical  usefulness.  '    ^  '&**/ 

Yours  truly,        AMERICAN  EXPRESS  COMPANY.  /   &4%fyf 

(Signed)  Harry  Gee,  General  Manager.         ',/V 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of        *  jf^b* 
frequent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  free  service  from        /  c<?    " 
our  Information  Bureau  on  all  subjects  within  the  scope  of  the  work.  .v» 

FREE  EXAMINATION  OFFER 


s< 


Don't  send  any  money.    Mail  the  coupon  and  we  will  send  the  ENCYCLO- 
PAEDIA for  five  days'  free  examination,  immediately  on  publication.  If  you  find 
it  valuable,  send  us  your  check  for  $15.00  for  the  complete  service.    If  not,  send 
it  back,  charges  collect.   It  doesn't  cost  you  a  cent,  so  fill  in  and  mail  the  coupon.       / 


/, 


Xs"     ^ 
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Answer:  The  law  imposes  upon  the  carrier  the  duty  of 
collecting  all  of  the  lawful  charges  and,  under  the  decisions 
of  certain  of  the  courts,  the  carrier  may  collect  an  undercharge 
from  the  consignor  who  required  him  to  perform  the  transporta- 
tion service,  even  though  a  part  of  the  charges  were  collected 
from  the  consignee.  The  fact  that  the  shipment  is  moving  on 
an  order-notify  bill  of  lading  does  not  relieve  the  shipper  of 
liability  for  payment  of  the  undercharge.  Union  Pacific  R.  R. 
vs.  W.  L.  Stickel  Lumber  Co.,  156  N.  W.  1082  (Neb.).  See  also 
N.  Y.  C.  R.  R.  Co.  vs.  P.  &  R.  Coal  &  Coke  Co.,  121  N.  E.  581  (111.). 
Notice  of  Arrival — Sufficiency  of 

Missouri. — Question:  A  certain  railroad  agent  in  the  south- 
ern territory  notified  us  that  a  shipment  had  arrived  at  his  sta- 
tion for  this  company  and  showed  on  the  notice  the  name  and 
address  of  shipper,  which  information  was  incorrect.  On  ac- 
count of  our  not  having  a  record  of  such  a  shipment  being 
returned  from  the  party  and  address  as  named  on  card,  we 
refused  to  accept  it.  After  discovering  the  railroad  agent's 
error,  we  asked  that  the  storage  charges  that  had  accrued  be 
eliminated.  This  they  refused  to  do.  Under  such  circumstances 
would  they  be  compelled  to  eliminate  these  storage  charges,  in 
view  of  rule  in  the  tariff  which  pertains  to  improper  notice  by 
carrier,  or  do  you  think  a  case  of  this  kind  would  come  under 
that  specific  tariff  provision?  In  other  words,  is  the  railroad 
company  required  to  show  on  the  notice  to  the  consignee  the 
correct  name  and  address  of  shipper  of  shipment  that  is  being 
held? 

Answer:  We  are  unaware  of  any  decision  of  the  Interstate 
Commerce  Commission  on  the  question  of  what  constitutes  a 
substantial  compliance  with  the  requirements  of  the  uniform 
storage  rules,  within  the  meaning  of  paragraph  1,  section  C, 
rule  1.  If  the  notice  which  you  received  named  the  point  of 
shipment  and  the  commodity,  then  that  was,  in  our  opinion,  a 
substantial  compliance  with  the  tariff  requirements  and,  assum- 
ing that  you  did  not  question  the  sufficiency  of  the  notice  within 
48  hours  from  1  a.  m.,  following  the  day  on  which  the  notice 
was  sent  or  given,  the  storage  charges  must  stand.  If,  how- 
ever, the  notice  did  not  specify  the  point  of  shipment,  but  merely 
gave  the  name  and  address  of  shipper,  which  information  was 
incorrect,  then  it  should  be  held  not  to  be  a  substantial  com- 
pliance with  the  tariff  requirements  and  the  amount  of  storage 
charged  should  be  refunded. 

Notice   of  Claim — Time   Within    Which   to    File 

Massachusetts. — Question:  On  May  19,  1920,  a  barrel  of 
varnish  was  shipped  from  Boston  to  Detroit,  Mich.  The  goods 
were  billed  sixty  days.  After  four  months  (the  bill  not  paid) 
the  account  was  given  to  an  attorney  for  collection. 

About  February,  1921,  the  attorney  reported  consignee  had 
not  received  the  barrel  in  question.  A  claim  was  sent  to  B.  & 
M.  Railroad,  which,  of  course,  was  beyond  the  time  limit  for 
filing  a  claim.  On  April  23,  1921,  the  Pere  Marquette  Railroad 
replied  that  the  agent  at  Detroit  received  the  barrel  in  slightly 
leaking  condition,  but  was  unable  to  furnish  the  delivery  re- 
ceipt. The  railroad  acknowledge  receiving  the  barrel  and  ap- 
parently it  is  in  their  possession,  yet  a  claim  cannot  be  made, 
as  the  six  months'  time  limit  has  expired. 

What  do  you  consider  is  the  proper  course  to  follow? 

Answer:  The  decisions  of  the  courts,  in  general,  are  to  the 
effect  that,  unless  a  claim  or  notice  of  claim  is  filed  within  the 
period  of  time  specified  in  the  bill  of  lading,  namely,  within 
six  months  after  delivery,  or,  in  case  of  failure  to  deliver,  within 
six  months  after  a  reasonable  time  for  delivery  has  elapsed,  no 
recovery  can  be  had,  the  failure  to  file  such  claim  or  notice 
thereof  being  a  legal  defense  to  the  carrier,  and  one  which  can- 
not be  waived. 

This  stipulation  in  the  bill  of  lading,  in  effect,  imposes 
upon  a  shipper  the  duty  of  determining  whether  or  not  a  ship- 
ment hase  been  delivered  at  destination  and,  if  not,  the  further 
duty  of  filing  a  claim  or  notice  of  claim  within  the  six  months' 
period  prescribed  in  the  bill  of  lading. 

From  your  statement  above  "it  does  not  appear  that  any 
action  on  the  part  of  the  carrier  prevented  your  filing  the  claim 
within  the  prescribed  time. 

Shipper's  Load  and  Count 

Massachusetts. — Question:  We  made  a  carload  shipment  of 
printing  paper,  in  cases,  to  a  firm  in  New  York  City.  Car  went 
out  of  Holyoke  under  S.  L.  &  C.  and  was  received  at  pier  in 
New  York  by  railroad  under  same  seal  and,  apparently,  intact. 
The  railroad  informs  us  that  shipment  checked  five  cases  short 
and  that  they  are  not  liable  for  shortage  on  account  of  the 
S.  L.  &  C.  bill  of  lading.  However,  they  do  inform  us  that  five 
or  six  months  later  they  discovered  one  of  the  five  cases  which 
checked  short  at  another  pier.  In  looking  over  their  check  of 
the  cases  out  of  the  car  showing  case  number,  we  find  that 
the  cases  which  are  actually  short  appear  on  their  checking  list 
as  being  checked  out  of  the  car.  The  fact  that  they  later  on 
found  one  case  which  was  supposed  to  be  short  and  that  their 
checking  list  does  not  agree,  leads  us  to  believe  that  there 
is  something  radically  wrong  with  their  records,  and  under 
the  existing  conditions  they  should  not  try  to  throw  our  claim 


out  on  account  of  the  S.  L.  &  C.  notation  on  the  bill  of  lading, 
which  is  just  what  they  are  trying  to  do. 

We  would  like  to  know  if  you  have  had  any  experiences 
like  this  and  what  would  be  the  best  procedure  to  take,  and  if 
you  think  that  the  railroad  should  be  held  liable  for  the  cases 
lost.  We  are  under  the  impression  that  this  S.  L.  &  C.  nota- 
tion covers  cars  from  shipper's  platform  to  customer,  and  that 
shippers  are  liable  on  account  of  the  railroad  not  handling  the 
contents  of  the  car  whatsoever.  But  does  this  clause  hold 
when  the  car  leaves  shipper's  platform  and  is  unloaded  by  the 
carrier? 

Answer:  The  stamping  of  the  bill  of  lading  "shipper's 
load  and  count"  does  not  affect  the  substantial  legal  rights  of 
the  shipper,  whether  the  shipment  is  billed  direct  from  the 
shipper's  platform  to  that  of  the  customer  or  from  the  shipper's 
platform  to  that  of  the  carrier.  In  either  event,  the  plaintiff 
merely  has  the  burden  of  proving  that  the  amount  of  goods,  as 
covered  by  the  bill  of  lading  were  in  the  car  at  the  time  it 
was  sealed  and  were  delivered  to  the  carrier,  and  that  the  en- 
tire amount  was  not  received  at  destination.  Upon  such  a 
showing,  the  carrier  must  prove  that  the  goods  were  lost  through 
some  cause  for  which  it  was  not  liable  as  an  insurer. 
Reconsignment 

Indiana. — Question:  On  Saturday,  August  20,  we  billed  a 
•car  of  corn  from  "A"  on  the  T.  St.  L.  &  W.  road  to  "C,"  New 
York,  on  the  Lehigh  Valley.  On  August  22  we  received  request 
from  consignee  to  ship  the  car  to  "B,"  Pennsylvania,  also  on 
the  Lehigh  Valley.  Upon  calling  the  agent  at  "A"  we  learned 
that  the  car  was  in  transit,  but  still  on  originating  lines.  Not 
knowing  that  consignee  desired  to  reconsign  car  at  "B,"  we 
secured  permission  from  agent  at  "A"  to  return  all  copies  of 
the  bill  of  lading  to  him,  and  he  issued  in  place  of  same,  new 
bill  of  lading  showing  car  billed  to  "B."  Upon  arrival  at  "B" 
consignee  could  not  forward  to  "D,"  the  final  destination  de- 
sired by  them,  also  on  the  Lehigh  Valley,  without  payment  of 
through  rate  from  "A"  to  "B"  and  local  rate  from  "B"  to  "D," 
for  the  reason  that  the  car  had  been  reconsigned  once. 

Should  the  railroad  company  protect  us  in  the  through  rate 
from  "A"  to  "D"  under  these  circumstances? 

Answer:  Under  the  tariffs  of  the  interested  carriers,  the 
through  rate  can  be  protected  when  there  is  one  change  of 
destination  only.  In  the  instant  case,  as  there  was  one  change 
of  destination  when  orders  were  given  to  divert  the  car  to 
"B,"  and  there  was  another  change  when  the  car  was  recon- 
signed from  "B"  to  "D,"  the  correct  rate  to  be  applied  is  the 
sum  of  the  rates  from  "A"  to  "B"  and  from  "B"  to  "D."  The 
fact  that  you  were  given  a  new  bill  of  lading  for  the  movement 
from  "A"  to  "B"  does  not  change  the  status  of  the  transac- 
tion, because  one  of  the  conditions  precedent  to  the  right  of 
reconsignment  is  the  surrender  of  the  first  bill  of  lading,  if 
required  by  the  carrier. 

Damage — Liability  of  Initial  Carrier  Under  Contract  for  Through 

Carriage 

Pennsylvania. — Question:  A  shipment  was  tendered  to  the 
Clyde  Steamship  Company  of  Philadelphia  for  transportation 
by  Morgan  Line  from  New  York  to  Lake  Charles,  La.  Owing 
to  a  strike  in  the  harbor  of  New  York,  the  Clyde  Line  was  un- 
able to  transfer  the  shipment  to  the  Morgan  Line.  The  ship- 
ment, therefore,  was  taken  from  the  Clyde  Line  and  delivered  by 
messenger  to  the  Morgan  Line  and  rerouted  via  Morgan  Line, 
o  express  to  destination. 

It  develops  afterward  that,  while  in  transit,  this  merchan- 
dise was  tampered  with  to  the  amount  of  $180.  The  consignee 
presented  claim  against  the  express  company  for  this  shipment 
and,  after  quite  a  lengthy  correspondence,  agreed  to  pay  the 
consignee  $56.50,  basing  the  amount  on  the  weight  of  the  ship- 
ment, which  was  113  pounds.  The  express  company  contends 
that  this  $56.50  is  the  maximum  of  the  carrier's  liability,  in- 
cluding that  of  all  the  steamship  companies.  As  the  tariff  of 
the  steamship  company  shows  no  limit  of  value,  while  the  ex- 
press company  does,  we  would  ask  you  to  please  advise  us  if 
the  express  company  were  within  their  rights  in  including  the 
steamship  company's  proportion  of  this  claim  in  the  amount 
they  are  willing  to  pay,  or  should  their  proportion  be  inde- 
pendent of  the  steamship  companies? 

Answer:  If  the  bill  of  lading  issued  by  the  Morgan  Line 
stipulated  for  through  transportation  from  New  York  to  Lake 
Charles,  without  any  limitation  of  liability,  the  initial  line  had 
the  responsibility  of  the  entire  transportation  between  the  point 
of  origin  and  destination  and  is  liable  under  the  Carmack  amend- 
ment to  the  act  to  regulate  commerce,  for  the  full  actual  loss, 
whether  occurring  on  its  line  or  on  the  line  of  a  connecting 
carrier,  and  the  express  company  should  settle  on  basis,  of  the 
full  actual  loss  of  $180.  In  the  event  that  the  express  company 
refuses  to  settle  accordingly,  the  claimant  should  handle  with 
the  line  issuing  the  bill  of  lading,  who  is  liable,  as  aforesaid. 
How  the  amount  of  the  loss  is  distributed  among  the  various 
carriers  is  a  matter  in  which  the  claimant  is  not  concerned. 
Use  of  Shipper's  Tracks  by  Carrier  for  Storage  Purposes 

Pennsylvania. — Question:  We  are  at  present  annoyed  by  a 
railroad  using  our  tracks,  which  are  not  being  used  by  us,  tern- 
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SHIPPERS  WHO  FEEL  THEIR  RATES 
ARE  PROHIBITIVE 

Should  first  approach  the  carrier  with  a  carefully  considered  and  comprehen- 
sively prepared,  concrete  proposition,  showing  how  or  why — 

1.  The  present  rate  works  to  his  disadvantage ;  } 

2.  His  rate  is  unreasonable  or  unjustly  discriminatory; 

3.  The  competition  he  has  to  meet; 

4.  How,  perhaps,  readjustment  would  inure  to  the  carrier's  advantage,  as 
well  as  the  shipper's. 

Note  1. 

Where  any  or  all  of  these  features  are  involved,  if  the  shipper  sets  forth  the 
facts  in  a  convincing  manner  he  is  usually  far  more  successful,  saves  more  time 
and  money,  than  he  who  merely  insists  his  rates  are  too  high  and  demands  read- 
justment, and,  failing  in  that,  proceeds  before  the  Commission,  or  through  his 
Congressmen,  in  an  effort  to  secure  relief.  Dealing  in  generalities  is  a  slow 
method  of  achieving  results.  Definite  proposals,  with  substantiating  evidence, 
compel  consideration. 

Proceedings  before  the  Commission  at  best  are  slow  and  expensive,  and  many 
are  inclined  to  put  up  with  unfair  rates  and  shipping  conditions,  rather  than 
tie  themselves  up  in  formal  proceedings.  Furthermore,  this  plan  does  not  make 
for  better  co-operation  between  carriers  and  shippers,  so  necessary  to  commer- 
cial welfare.  What  will  you  do  ?  The  carriers  haven't  sufficient  forces  to  work 
up  everybody's  rate  troubles  in  order  that  they  may  apply  a  remedy.  You  couldn't 
afford  to  pay  rates  sufficiently  high  to  enable  carriers  to  carry  such  large  forces, 
but  there  is  a  solution. 

Note  2.    The  Solution: 

The  Traffic  Service  Corporation  rate  and  traffic  specialists  will,  on  short  no- 
tice, make  a  thorough  analysis  of  your  rate  adjustments  and  recommend  changes 
necessary  if  merited,  setting  forth  all  pertinent  data  and  facts  which  will  enable 
you  to  go  to  the  carrier  and  show  it  what  you  are  getting  and  what  you  are 
entitled  to — quickly.  If  rate  matters  were  thus  handled,  the  Commission's  docket 
would  be  less  congested,  more  people  would  be  enjoying  their  inherent  rights, 
business  would  constantly  improve.  Try  it.  Let  us  diagnose  your  case.  If  our 
analysis  and  exhibits  are  not  convincing  to  the  carriers,  they  can  then  be  used 
in  a  formal  proceeding  before  the  Commission.  Chances  are,  however,  the  car- 
rier will  meet  you  half  way. 

TRAFFIC  SERVICE  CORPORATION 

Special    Service  Department 

"At  Your  Service" 

505  Colorado  Bldg.  Washington,  D.  C. 
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porarily,  as  a  storage  place  for  their  shop  cars.  Is  there  any 
ruling,  or  have  you  any  record  of  a  case,  where  the  railroad 
could  be,  as  has  been,  charged  rental  for  use  of  privately  owned 
tracks  for  storage  purposes? 

Answer:  We  know  of  no  ruling  covering  the  matter,  but 
it  seems  to  us  that  you  could,  by  the  proper  action,  at  law,  re- 
strain the  carrier  in  question  from  using  your  tracks  as  a 
storage  place  for  its  cars  in  the  event  it  is  not  willing  to  com- 
pensate you  for  the  use  thereof. 

Damages — Carrier   Liable   for   Direct   Damage   Only 

Colorado. — Question:  Referring  to  your  reply  to  our  query 
in  the  September  10  issue  of  The  Traffic  World.  It  is  noted 
that  you  have  not  cited  any  cases  to  support  your  opinion,  due, 
no  doubt,  to  the  fact  that  none  could  be  located,  and  as  you 
have  evidently  failed  to  give  weight  to  certain  matters  that 
we  feel  have  a  bearing  on  the  question,  we  believe  we  are  justi- 
fied in  asking  that  further  consideration  be  given  this  matter. 

You  state  that  "In  other  words,  the  consignee,  by  agreeing 
to  accept  the  damaged  stove  provided  the  carrier  would  pay 
for  the  necessary  repairs,  took  possession  thereof  and  released 
the  carrier  from  further  liability."  In  this,  you  are  in  error. 
The  consignee  did  not  accept  the  damaged  stove  provided  the 
carrier  would  pay  for  the  necessary  repairs,  but  took  the  stove 
because  he  was  compelled  by  law  to  do  so.  Otherwise  he  would 
have  left  the  stove  on  the  carrier's  hands  in  order  that  they 
might  have  it  repaired  for  him,  or  that  they  might  dispose  of 
the  stove  and  pay  him  in  full  for  his  loss. 

We  believe  also  that  the  duty  cast  upon  the  carrier  by 
law  to  deliver  shipment  to  consignee  in  as  good  condition  as 
it  was  when  delivered  to  the  carrier  has  some  bearing  on  the 
case,  and  that  when  a  carrier  turns  a  damaged  shipment  over 
to  a  consignee  to  be  repaired  that  the  consignee  is  in  reality 
the  agent  of  the  carrier  in  restoring  the  goods  to  their  proper 
shape,  and  that  any  further  damage  sustained  to  shipment  ac- 
count of  such  repairs  to  be  made  which  could  not  be  attached 
to  the  consignee  account  of  negligence,  or  to  the  party  making 
repairs,  is  in  reality  a  carrier's  liability.  We  do  not  believe 
that  the  courts  of  the  United  States,  since  they  have  cast  upon 


the  consignee  the  duty  to  accept  the  shipment  and  make  re- 
pairs, would  also  cast  upon  the  consignee  the  hazard  incident 
to  making  repairs  due  to  act  of  providence  while  such  repairs 
were  being  made.  If  they  did  do  such  a  thing  we  believe  it 
would  place  an  unfair  burden  upon  the  consignee. 

Kindly  give  this  matter  further  consideration,  taking  into 
account  that  the  consignee  did  not  voluntarily  accept  the  ship- 
ment. 

Answer:  It  is  true  that,  under  the  law,  a  shipper  must  accept 
damaged  goods,  unless  worthless  to  him  for  the  purpose  for  which 
intended,  but  there  is  no  obligation  on  his  part  to  repair  the 
goods,  nor  to  accept,  as  being  in  good  condition,  goods  which 
have  been  damaged  in  transit  through  the  carrier's  negligence 
and  repaired  by  the  carrier.  He  cannot  abandon  such  goods 
and  refuse  to  accept  them,  but  if  he  does  accept  them  he  is 
entitled  to  recover  from  the  carrier  the  differnce  between  the 
value  of  the  goods  at  destination  in  the  condition  in  which 
delivered  and  their  value  at  that  point  in  good  condition. 

If  goods,  which  have  been  injured  in  transportation  are 
received  from  the  carrier  by  the  shipper,  subject  to  the  condi- 
tion that  if  and  when  repaired  they  will  be  accepted  by  the 
shipper,  there  is  no  doubt  but  that  the  carrier  would  be  liable 
for  any  further  damage  to  the  injured  goods  which  occurred 
prior  to  the  acceptance  of  the  goods,  as  repaired,  by  the  ship- 
per. But,  if  the  injured  goods  are  received  from  the  carrier 
by  the  shipper  with  the  understanding,  only,  that  the  carrier 
is  to  pay  for  any  repairs  necessitated  by  reason  of  its  negli- 
gence in  transporting  such  goods,  we  are  sti'l  of  the  opinion 
that,  as  the  acceptance  by  the  shipper  of  the  carrier's  offer  to 
pay  for  the  repairs  is  in  the  nature  of  a  compromise  settlement 
by  the  shipper  with  the  carrier,  the  carrier  is  not  liable  for  any 
subsequent  damage  to  the  goods. 

However,  in  the  instant  case,  even  though  it  be  conceded 
that,  until  the  goods  had  been  repaired,  delivery  had  not  been 
made  to  the  consignee,  the  carrier  is  not  liable  for  the  deprecia- 
tion in  value  as  the  result  of  the  food,  for  the  reason  that  the 
damage  which  occurred,  while  the  stove  was  at  the  welder's, 
was  the  result  of  an  act  of  God,  a  carrier  not  being  liable  for 
damages  resulting  from  such  a  cause. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

October  17 — Nashville,   Tenn. — Railroad  and   Public  Utilities  Commis- 
sion of  Tennessee: 
*  Finance  Docket  1463 — Application  of  L.  &  N.  for  certificate  of  public 

convenience  and  necessity. 
October  17 — Washington,  D.  C. — Examiner  Clark: 

Finance  Docket  1585 — Application  of  B.  &  O.  R.  R.  for  authority  to 

acquire  entire  capital  stock  of  Indian  Creek  &  Nor  Ry. 
October  17 — Washington,  D.  C.: 
13135 — In  the  matter  of  jurisdiction  over  the  depreciation  charges  of 

the  Washington  Ry.  and  Electric  Co. 
October  17 — Warren,  Pa. — Examiner  Witters: 

I2759 — H.  A.  Logan,  receiver  for  Warren  Oil  Co.  of  Pa.  vs.  C.  &  A. 

et  al. 
October  17 — Chicago,  111. — Examiner  Bartel: 

10745 — National  Wholesale  Grocers'  Assn.  of  U.  S.  vs.  Director  Gen- 
eral, Alabama  &  Vickshurg  rt  al. 

10745  (Sub.  No.  1) — Southern  Wholesale  Grocers'  Assn.  vs.  Southern 
Ry.  et  al.     (Question   of  elimination   of  lard   compounds  and   lard 
substitutes   from   mixing  rules  covering  fresh  meats  and   packing 
house  products.) 
October  17 — Chicag".  111. — Examiner  Wpgner: 

12852 — Farmers'    Elevator   Co.    of   Southern    Lake   County,    Ind..    vs. 

C.  I.  &  L.  et  al. 
October  17 — Washington,  D.  C. — Examiner  Early: 

12915 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
12872 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
October  17 — Galveston,  Tex. — Examiner  Seal: 

13073 — Galveston  Commercial  Assn.  vs.  Abilene  &  Southern  et  al. 
I.  and  S.  1393 — Cotton  and  cotton  linters  to  Pacific  coast  ports  for 

export. 
October  17 — Tampa.  Fla. — Examiners  Butler  and  Roth: 

I2893 — Transportation    of    strawberries    hy    express    in    C.    L.    lots    in 

passenger  trains  from  Florida  to  northern  markets. 
12981 — Railroad  Commissioners  of  the  State  of  Florida  vs.  American 
Ry.  Express  Co. 

October  17 — St.  Louis,  Mo. — Examiner  Money: 

12940 — Glencoe  Lime  and  Cement  Co.  et  al.  vs.  A.  C.  &  Y.  et  al. 

12919— Sligo  Furnace  Co.  vs.  C.  &  N.  W.  et  al 
October  17 — Nashville,  Tenn. — Examiner  Fleming: 

1?921 — Chesnutt  Lurnher  Co.  vs.  Director  General. 

12921   'Sub.  Nos.  1,  2  and  3) — Chesnutt  Lumber  Co.  vs.  L.  &  N.  et  al. 
October  17 — Argument  at  Washington: 

6194 — Holmes  &  Hallowell  Co.  vs.  G.  N..  Director  General  et  al. 

6357  (and  Sub.   Nos.   1   to  20)— Imperial  Elevator  Co.  vs.  G.   N.,  Di- 
rector General  et  al. 

6552   (and  Sub.   Nos.   1   to  14) — The  Lampert  Lumber  Co.  et  al.  vs. 
G.  N..  Director  General  et  nl. 

6715   (and   Sub.    Nos.   1   to  23)— Interior  Lumber  Co.  vs.   N.   P.   Ry., 
Director  General  et  al. 

6794  (and  Sub.  Not.  1  to  6)— The  Northwestern  Elevator  Co.  et  al.  vs. 
O.  N.  Ry.  and  Dlretcor  General. 


6983  (and  Sub.  Nos.  1  and  2) — The  Lampert  Lumber  Co.  vs.  C.  M.  & 
St.  P.  Ry..  Director  General  et  al. 

7281  (and  Sub.  Nos.  2  to  8) — Nortz  Lumber  Co.  vs.  N.  P.  Ry.,  Di- 
rector General  et  al. 

7498  (and  Sub.  Nos.  1  to  3) — Christenson  lines  Lumber  Co.  vs.  N.  P. 
Ry.  and  Director  General. 

7656  (and  Sub.  No.  1) — John  Miller  Co.  vs.  N.  P.  Ry.  and  Director 
General. 

7895— Traffic  Bureau  of  the  Commercial  Cluh  of  Aberdeen,  S.  D.,  vs. 
G.  N.  Ry.,  Director  General  et  al. 

8033 — M.  S.  Alexander  et  al.  vs.  C.  &  N.  W.  Ry.  and  Director  Gen- 
eral. 

8119  (and  Sub.   Nos.  1  to  41)— Federal  Elevator  Co.  et  al.  vs.  G.  N. 

Ry.  and  Director  General. 
October  18 — Chicago.  III. — Examiner  Bartel: 

13009— Thompson -Wells  Lumber  Co.  et  al.  vs.  O.  M.  &  St.  P.  et  al. 
October  18 — Indianapolis.  Ind. — Examiner  Quevedo: 

12694 — In  the  matter  of  intrastate  passenger  fare  of  the  Chicago. 
Lake  Shore  &  South  Bend  Ry.  between  points  in  the  state  of 
Indiana. 

October  18 — Washington.  D.  C. — Examiner  Early: 

I2564—  Internat'onal  Coal  Products  Corp.  vs.  Director  General,  Penn- 
sylvania et  al. 

12920 — International  Coal  Products  Corp.  vs.  Director  General. 
October  18 — Washington,  D.  C. — Examiner  Quirk: 

12969 — Devisions  received  by  the  Brimstone  Railroad  and  Canal  Co. 

October  18 — Chattanooga,  Tenn. —Examiner  Fleming: 

12934 — Hood  Pottery  Clay  Products  Co.  et  al.  vs.  Director  General. 

October  18 — Cleveland,  O. — Examiner  Witters: 
12928— W.  H.  Warner  &  Co.  vs.  Director  General.  P.  &  L.  E. 

October  19 — Indianapolis.  Ind. — Examiner  Quevedo: 
11894 — Indiana  rates,  fares  and  charges. 

October  19 — New  York,  N.  Y. — Examiner  Eddy: 

12613 — Indian  Refining  Co..  Inc.,  vs.  Director  General.  B.  &  O.  et  al. 
12813 — Standard  Oil  Co.   (New  Jersey)  et  al.  vs.  Director  General. 
October  19 — Birmingham,  Ala. — Examiner  Fleming: 

I.  and  S.  1395 — Cement.  C.  L..  from  Spocnri.  Ala.,  to  Shreveport,  La. 
12974 — Continental  Gin  Co.  vs.  Director  General. 
October  19— Chicago,  HI. — Examiner  Bartel: 

13008 — Norton  Lumber  Co.  et  al.  vs.  C.  M.  &  St.  P. 
October  19— Detroit,  Mich. — Examiner  Witters: 

4181 — Second  industrial  railways  case,  Wyandotte  Terminal  R.  R. 
October  19 — Raleigh,   N.  C. — Corooration  Commission   of  North  Caro- 
lina: 

Finance  Docket  1520 — Application  of  Norf.  Sou.  R.  R.  Co.,  lessee,  to 
abandon  the  operation  of  Carthage  &  Pinehurst  R.  R.  and  of  Car- 
thage &  Pinehurst  R.  R.  Co.  to  take  up  said  line  of  railroad. 
October  19 — Kansas  City,  Mo. — Examiner  Money: 
12933 — Multibestos  Co.  vs.  Sou.  Pac.  et  al. 

12888 — The  H.  D.  Lee  Mercantile  Co.  vs.  Boston  &  Maine  et  al. 
October    19 — Spokane,    Wash. — Department    of    Public    Works    of    the 

State  of  Washington: 

Finance  Docket  1521 — In  re  application  of  G.  N.  Ry.  Co.  for  certifi- 
cate of  authority  to  abandon  a  branch  of  its  railroad. 
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Laws  governing  the  settlement  of 

Claims  Against  Common  Carriers 


for 


Loss,  Damage,  Injury,  and  Delay 


to 


Property  Transported  in  Interstate  and  Foreign  Commerce 

entitled 

"Limitation  of  Common  Carrier's  Liability" 

Covers  all  questions  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  status 
of  carriers'  liability,  and  validity  of  limited-liability  clauses  in  bills  of  lading  under  Section  20  of  the  Inter- 
state Commerce  Act,  as  developed  by  the  "Carmack  Amendment,"  and  the  first  and  second  "Cummins 
Amendments."  The  purpose  of  the  work  is  to  state  the  present  law  governing  every  proposition  invoh- 
ing  carriers'  liability  in  a  manner  that  is  readily  understandable  in  its  application  to  everyday  problems. 

AH  legal  works  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of  shippers  and 
carriers  have  been  rendered  obsolete  by  the  interpretation  and  construction  of  Section  20  of 
the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court. 
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The  only  up-to-date,  complete  and  authoritative  work  on  this 
very  important  and  much-misunderstood  subject.  Affects 
every  shipper  and  carrier  in  the  United  States,  whether  large  or 
small.  Treats  fully  the  many  leading  decisions  of  the  United  States 
Supreme  Court  governing  this  subject,  including  the  following  corn- 
trolling  rases:  McCautt-Dinsmore  Co.,  Primrose,  Lockivood,  Hart, 
Piper,  Riverside  Mills,  Croninger,  Dettlebach,  Prescotl,  Starbird,  Olivit 
Bros.,  Carl.  Harriman  Bros.,  Blish  Milling  Co.,  Burke,  Pierce  Co., 
Rankin,  Robinson,  Ward,  Leatherwood,  Cramer,  Sealy,  Neiman- 
Marcus  Co.,  Hooker,  Reid,  Collins  Produce  Co.,  etc. 

A  few  of  the  important   subjects   treated; 

Common-law  liability  u  modified  by  statue — Extent  of  liability  of  initial.  *e»m**Mm«, 
and  terminal  carriers — Limited-liability  clauses  governing  transportation  of  live  slock 
and  perishable  traffic — Vessel  owner's  liability  in  foreign  commerce — Rate*  depend*** 
upon  declared  or  released  valuation — Liability  of  carrier  for  full  actual  loss,  damage, 
or  injury  regardless  of  limited-liability  contract — Validity  of  limited-liability  provision* 
in  contracts  of  shipment,  classifications  and  tariffs — Time  for  giving  notice  of  an4 
filing  of  claims  with  carriers,  and  institution  of  suits — Elements  and  measure  of  re- 
covery— When  invoice  price  or  market  price  controls — Interest — Refund  of  freight 
charge* — Exemption  of  carrier  from  liability  for  act  of  God.  public  enemy,  negligence 
of  shipper,  public  authority,  inherent  vice  or  nature  of  goods — Liability  a*  wart- 
houseman — Export  and  import  traffic- — Forms  of  domestic  and  export  bills  of  lading — 
"Shipper's  weight,  load  and  count" — Court  proceedings— Jurisdiction  of  Interstate  Com- 
merce Commission — "Carmack  Amendment" — "Cummins  Amendment*" — "Harter  Act,"  *•*. 


This  work  is  an  absolute  necessity  in  the  proper  settlement  of  claims  against  railroads,  express 
companies,  steamship  lines,  and  other  common  carriers,  and  is  of  exceedingly  great  value  to  business  extcn- 
tives,  chambers  of  commerce,  railroad  officials,  claim  agents,  lawyers,  traffic  managers,  shipping  clerks,  etc. 

The  work  contains  a  comprehensive  ANALYSIS,  a  lucid  and  authoritative  SUBJECT-MATTER  with 
copious  notes  and  complete  citation  of  cases,  a  detailed  INDEX,  and  a  complete  TABLE  OF  CASES. 

The  work  is  printed  on  the  highest  quality  of  paper,  and  the  style  of  printing  used  provides  maximum 
legibility,  being  clear,  large  type.  425  large  pages  of  size  7%  in.  x  10%  in.  Bound  in  law  buckram. 

For  differentiation  purposes  the  Analysis  is  printed  on  pink  paper,  the  Subject-Matter  on  white  paper,  the 
Index  on  green  paper,  and  the  Table  of  Cases  on  yellow  paper.  The  mechanical  construction  and  color 
scheme  of  the  work  is  both  original  and  unique.  IT  SAVES  TIME,  LABOR  AND  MONEY. 

per  copy  from  publisher,  or  at  any  hook  dealer.     Sent  on  approval. 
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October  19— Oral  argument  at  Washington.  D,  C.: 

11966 — Omaha  Packing-  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
12690 — Public  Service  Commission  of  Nevada  vs.  Sou.  Pac.  Co    et  al 
12131 — Cleveland  Provision  Co.   vs.  A.  T.  &  S.   F.,  Director  General 
et  al: 

October  20 — Birmingham,  Ala. — Examiner  Fleming: 

I.  and  S.  1413 — Cast  iron  pipe  and  connections  from  Birmingham  dis- 
trict to  Montana  points. 

October  20— Detroit,  Mich.— Examiner  Witters: 

12905 — The  Larrowe  Milling  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12867 — Detroit  Coal  Exchange  vs.   Director  General. 

October  20 — Kansas  City,  Mo. — Examiner  Money: 
8182 — Western  cement  rates: 

'11829 — Nebraska  rates,   fares  and  charges    (upon   issues  referred   to 
.  in   Commission's  order  of  June   13,   1921). 
October  20 — Austin,  Tex. — Examiner  Seal: 

12998 — The    State    Highway    Dept.    of    Texas    vs.    Director    General, 

C.  &  N.  W.  et  al. 
October  20 — Washington,  D.  C. — Examiner  Early: 

12774 — Republic  Iron  and  Steel  Co.  vs.  B.  &  O.  et  al. 
October  20 — Savannah,  Ga. — Examiner  Butler: 

12628 — Charleston  Traffic  Bureau  vs.  A.  G.  S.  et  al. 
12675 — Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al. 
t.  and  S.  1385 — Class  and  commodity  rates  from  Savannah    Bruns- 
wick and  Port  Wentworth,  Ga.,  to  Ga.  destinations. 
October  21 — New  York,  N.  Y. — Examiner  Eddy: 

12857 — Standard  Shipbuilding  Corp.  vs.  'C.  R.  R.  of  N.  J. 
October  21 — Washington,  D.  C.— Examiner  Early: 

12884 — The  Brier  Hill  Steel  Co.  et  al.  vs.  B.  &  O.  et  al. 
October  21 — New  Orleans,  La. — Examiner  Fleming: 

9922 — Lake    Charles    Rice    Milling    Co.    of   La.    vs.    Director    General, 

Abilene  &  Northern  et  al. 

Portions  of  Fourth  Section  Applications  376,  377,  488,  581,  624,  957, 
960,  961  and  1618.  (Upon  issues  referred  to  on  page  41  of  Commis- 
sion's report,  63  I.  C.  C.) 

I.  and  S.  1403 — Railroad  space  rental  charges  on  compressed  and  un- 
compressed cotton  at  Louisiana  ports. 
October  21— Oral  argument  at  Washington,  D.  C.: 
9148 — Boston   Chamber  of  Commerce  et   al.   vs.   Ocean   S.   S.   Co.   of 

Savannah  et  al. 
11025 — Pritchard-Wheeler   Lumber   Co.   et   al.   vs.    Director   General. 

Mo.  Pac.  et  al. 
11025   (Sub.   No.  1) — Desha  Lumber  Co.   et  al.   vs.  Director  General. 

Mo.  Pac.  Co.  et  al. 

11085 — Virginia  Iron,  Coal  and  Coke  Co.  vs.  Director  General,  Nor- 
folk &  Western  Ry.  Co. 
October  22— Kansas  City,  Mo.— Examiner  Money: 

I.   and   S.    1408 — Classification   exceptions  on   cottonseed   cake,   meal. 

molasses  feed,  etc..  in  Western  Trunk  Line  territory. 
October  22 — New  York,  N.  Y.- -Examiner  Eddy: 
'12909 — American  Mfg.  Co.  vs.  Director  General. 
12909    (Sub.    No.    1)— Cross,   Austin   &  Ireland   Lumber  Co.    et  al.    vs. 

Director  General. 

October  22— Chicago,   111.— Examiner  Wagner: 
12877 — The  Kissel  Motor  Car  Co.  vs.  Grand  Trunk  Western  et  al. 


12906— Interstate   Sand   and  Gravel  Co.    vs.   Chicago,   North   Shore   & 

Milwaukee  R.  R. 
October  22 — Argument  at  Washington,  D.  C. : 

11228  (and  Sub.  Nos.  1  to  3)— Kirby  Bonner  Lumber  Co.  vs.  Director 

General  et  al. 
11109 — Boston  Wool  Trade  Assn.  vs.  Director  General    B.  &  A.  R.  R. 

(N.  Y.  C.  R.  R.  Co.,  lessee)  et  al.     (Such  fourth  section  applications 

as  may  exist.) 
11388 — Public  Service  Commission  of  Indiana  et  al.  vs.  A.  T.  &  S.  F. 

R.  R.  et  al. 
8525 — LaCrosse  Shippers'  Assn.  vs.  Ann  Arbor  R.  R.  et  al. 

October  24 — Washington,  D.   C. — Examiner  Early: 

12876 — Compaignie  Auxiliare  de  Chemins  de  f'er  au  Bresil   vs.   D.   L. 

&  W.   et  al. 

October  24 — New  York,  N.  Y. — Examiner  Barclay: 

*  12066 — Construction  and  repair  of  railway  equipment  (P.  &  R.  Ry,). 
October  24 — Chicago,   111. — Examiner  Wagner: 

12895— Morton  Salt  Co.,  Inc.,  vs.  C.  &  O.  et  al. 
October  24-^-Phoenix,  Ariz. — Examiner  Seal: 

12975 — Arizona  Packing  Co.  vs.  Arizona  Eastern  et  al. 

12976 — Arizona  Packing  Co.  vs.  Arizona  Eastern  et  al. 
October  24— New  York,  N.  Y. — Examiner  Eddy: 

12885 — United   States   Nickel   Co.    vs.    Director   General   and   Raritan 
River  R.  R. 

12942 — The  Diamond  Match  Co.  vs.  Director  General. 
October  24 — Seattle,  Wash. — Examiner  H.   J.  Wagner: 

I.  and  S.  1397 — Routing  on  lumber  from  C.  M.  &  St.  P.  Ry.  in  Wash- 
ington via  Morengo,  Wash. 
October  24 — St.  Joseph,  Mo. — Examiner  Money: 

12862 — Commerce  Club  of  St.  Joseph,  Mo.  vs.  Alton  &  Sou.  et  al. 

13004— Grain  Belt  Mills  Co.  vs.  A.  T.  &  S.  F.  et  al. 
October  24 — Chadbourn,  N.  C. — Examiners  Butler  and  Roth: 

12893 — Transportation    of   strawberries    by    express    in    C.    L.    lots,    in 
passenger  trains  from  Florida  to  northern  markets. 

October  24 — Argument  at  Washington,  D.  C.: 

11742 — Brazil  Clay  Co.  vs.  Director  General.  Central  Indiana  et  al. 
11742  (Sub.  No.  1) — Clay  Products  Co.  vs.  Director  General  et  al. 
11816 — Southern  Fire  Brick  and  Clay  Co.  vs.  Director  General,  as 

agent,  .C.  &  E.  I.   R.  R.  Co. 
11423 — Bedford  Cut  Stone  Co.  et  al.  vs.  Director  General,  C    I    &  L. 

R.  R.  Co.  et  al. 
11335— Ingalls  Stone  Co.  vs.  Director  General,  C.  I.  &  L.   R.  R.  Co. 

et  al. 
11716— Clinton  Paving  Brick  Co.  et  al.  vs.  Director  General,  C.  &  E. 

I.  R.  R. 

11723 — National  Drain  Tile  Co.  vs.  Director  General,  C.  &  E.  I.  R.  R. 
October  25 — New  York,  N.  Y. — Examiner  Barclay: 

I2066 — Construction  and  repair  of  railway  equipment  (Erie  R.  R.). 
October  25 — Washington,  D.  C. — Examiner  Early: 

I.  and  S.  1405 — Cottonseed  cake,  meal  and  oil  from  Arkansas,  Louisi- 
ana, Missouri,  Oklahoma  and  Texas. 
October  25 — New  York,  N.   Y. — Examiner  Eddy: 
12861— Le  Prestre,  Miller  &  Co.,  Inc.,  vs.  Erie. 
October  25 — Phoenix,  Ariz. — Examiner  Seal: 

12992 — W.  J.  Corbett  Hardware  Co.  et  al.  vs.  Director  General. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket    12681 — Port    Investigation — Charges   for   wharfage,    handling, 
storage,  and  other  accessorial  services,  September  19th  to  October  10th 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth  Building,  New   York  City. 

The  charge,   as   fixed   by  the  Commission,   is   12%   cents  per  page  for 
each  copy  furnished. 
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Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


7 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant. 
Oklahoma;  Texas,  Texas  Gulf  Ports. 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo. 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo.. 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  682S. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  8950. 

Mr.  P.  A.  Layman,  General  Agent, 

729  Wahash  Bldg..  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

B.  J.  O'CONNOR 

General  Freight  Agent 

MUSEO6EE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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WETZEL  DROP  FRONT  TARIFF  FILES 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 


NO  INDEXING  NECESSARY 


SATISFIED  CUSTOMERS 

P.    A.   Wetzel    Co.,    Chicago.  Johnson  City,  Tenn. 

Gentlemen:  We  beg  to  acknowledge  receipt  of  the  Tariff  File 

shipped  us   October  30th.     We  want  to  state  that  this   is  about 

the   most  complete   piece  of   furniture   that   we   have  ever  seen, 

and  as  for  a  complete  file  for  Freight  Tariffs  it  is  unsurpassed. 

Yours  very  truly, 

MODEL  MILL  COMPANY. 

S.  H.  Cooper,  Traffic  Manager. 

P.  A.  Wetzel  Co.,  Chicago.  Chattanooga,  Tenn. 

Gentlemen :  We  enclose  our  check  for  $95.00  to  cover  the 
additional  sections  for  our  tariff  case  which  have  just  reached  us. 

Your    drop    front    tariff    files    are    the    best    and    most    con- 
venient  the  writer  has   ever   seen. 
Yours  truly, 

CHATTANOOGA  SEWER  PIPE  WKS., 

B.    R.    Shepherd,    Traffic    Manager. 

P.    A.    Wetzel    Co.,    Springfield,    Ills.  Galveston.    Texas. 

Gentlemen :  We  are  just  in  receipt  of  your  communication 
of  the  13th  inst.  Too  much  cannot  be  said  as  to  the  advantages 
of  your  file  over  all  other  such  devices.  It  is  cleverly  gotten 
up  and  fills  a  long  felt  want  in  the  way  of  tariff  preservations. 
With  your  tariff  file,  torn  and  doe-eared  tariffs  are  a  thing; 
of  the  past.  Yours  very  truly, 

TEXAS  STAR  FLOUR  MILLS, 
J.  J.  Gibsen,  Traffic  Dept. 

Waterbury,    Conn. 
P.  A.  Wetzel   Co.,  Springfield,  Ills. 

Gentlemen :  This  will  acknowledge  receipt  of  your  letter  of 
Feb.  15th.  enclosing  circular  illustrating  and  describing  your 
Wetzel  Drop  Front  Tariff  Files. 

In   1918   we   purchased  some   sections   of   your  Tariff  File  and 
since   that   time  we  have  placed  orders   and   received   additional 
sections.    We  therefore  know  where  to  go  when  we  want  more. 
Very  truly  yours, 

SCOVILL  MFG.   COMPANY, 

By  John  D.  Heffernan. 


— Tl— Top    Section 


The  initial  cost  is  the  only  expense  connected  with 
these  tariff  flies.  When  this  is  compared  with  the 
continuous  saving  made  through  proper  routing 
and  correct  rates,  it  is  evident  that  the  best  tariff 
files  are  a  necessary  and  paying  investment. 


T2— T  a  r  i  It  flic 
Section  with 
24—2   Inch 
I>rop    Front 
Drawers. 


T3— T  a  r  1  ff   file 
Section  with 
16  —  3  Inch 
Drop    Front 
Drawers. 


-T5— S  1  i  d  i  n  8 
Shelf  Sec- 
tion. 


T4— T  a  r  Iff  flle 
Section  with 
12—4   inch 
Drop    Front 
Drawers. 


— T6 — Two-drawer 
Storage  Sec- 
tion. 


— T7 — Sanitary 
Base  Sec- 
tion. 


Write  Today  for  Tariff  File  Information 

P.  A.  WETZEL  COMPANY 


Chicago   Salesroom: 

1351  Marquette  Building, 


Address  all  Correspondence  to 

General  Office  and  Factory: 
Springfield,  Illinois 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


V.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA         SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


MOBILE         NEW  ORLEANS        SAN  DIEGO         LOS  ANGELES 
SAN  FRANCISCO  PORTLAND  SEATTLE 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Merchants  Exchange 
San  Francisco 


Lafayette  Bldg.         Oliver  Building  Central  Bldg. 

Philadelphia  Pittsburgh  Los  Angeles 

Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent          Metropolitan  Life  Bldg. 
Mobile,  Ala.  New  Orleans,  La.  Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


Export  Shipping 


Export  Shipping!  Why,  Friend,  it  has  taken  us  over  two  decades  to  gather  the  knowledge, 
obtain  the  experience  and  perfect  the  organization  for  the  safe  and  economical  shipment  of 
goods  for  export,  that  is  all  ready  for  your  service  if  you  say  the  word. 

Put  your  export  problems  up  to  the  Export  Expert  in  our  nearest  office, 
and  get  in  line  for  reaching  the  world's  markets  at  the  lowest  rates. 


Export  and  Domestic  Freight  Forwarders 

Consolidates  of  Household  Goods,  Machinery,  Automobiles  and  Pianos 
and  Everything  for  Export 

General  Offices:     203  Dearborn  St.,  Chicago 
Eastern  Office:     Wool  worth  Bldg.,  New  York 


Old  South  Building,  Boston 
Ellicott  Square.  Buffalo 
Drexel  Building,  Philadelphia 
Van  Nuys  Building,  Los  Angeles 
Union  Trust  Building,  Cincinnati 


Hippodrome  Building,  Cleveland 
Monadnock  Building,  San  Francisco 
Alaska  Building,  Seattle 
1 3th and  Kearney Sts.,  Portland, Oregon 
Write  the  Nearest  Office 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL. 
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W.  C.  TYLER.  Secretary-Treasure. 

E.  C.  VAN  ARSDEL.  Business  Manager 
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H.  W.  KELLOGC.  Advertising  Manager 
B.  J.  HAMM.  Manager.  A.  1.  HElSS.  Chief. 

Special  Service  Department,  Washington  Washington  News  Bureau 


All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  remittances  shou'd  be  made  payable   to   order  of  THE  TRAFFIC  SERVICE   COR 
PORATION,  Ch.cago.  and  should  be  in  Chicigo  or  New  York  excnmge. 

TERMS  OF  SUBSCRIPTION 
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WASHINGTON,  D.  C. 


THE  STRIKE  SITUATION 

The  danger  in  the  present  railroad  situation  is  not 
in  the  threatened  strike,  but  in  the  possibility  of  a  set- 
tlement that  is  not  in  accord  with  sound  principles  or 
good  public  policy.  The  carriers,  in  perfectly  orderly 
and  legal  fashion,  and,  we  believe,  in  absolute  accordance 
with  the  demands  of  the  situation,  concluded  that  reduc- 
tions in  freight  rates  ought  to  be  brought  about  but 
that  there  must  be  a  further  and  proper  readjustment  of 
wages  and  a  corresponding  reduction  in  operating  costs 
before  such  rate  reductions  could  be  made  or  justly  ex- 
pected ;  they  announced  their  intention  of  proceeding  to 
make  such  wage  readjustments,  with  the  idea  that  the1 
matter  would  then  be  taken  before  the  United  States 
Railroad  Labor  Board  for  settlement  according  to  law. 
The  workers,  thereupon,  announced  their  intention  of 
putting  into  effect  the  strike  vote  taken  on  the  small 
wage  reduction  authorized  by  the  Labor  Board,  effective 
last  July.  They  are,  therefore,  in  the  attitude  of  pro- 
posing- to  strike  in  direct  violation  of  a  finding  of  the 
Labor  Board  and  on  account  of  a  cut  that  does  not  even 
appeal  to  them  as  important  enough  to  warrant  their 
going  out.  That  is  the  case,  as  the  record  stands.  As 
a  matter  of  fact,  however,  the  putting  into  effect  of  the 
strike  vote  is  really  caused  by  a  desire  to  forestall  fur- 
ther wage  reductions,  thus  being  still  less  justified  than 
under  the  technical  cause  of  action — for  who  ever  heard 
of  a  strike  being  warranted  by  fear  that  somebody  was 
proposing  to  do  something  that  might  or  might  not  be 
permitted  and  that,  even  it  were  permitted,  would  be 
months  in  its  consummation?  The  men  have  not  a  lei; 
;to  stand  on. 

The  danger  of  an  improper  settlement,  however,  is 
due  to  the  possibility  that,  because  of  lack  of  proper  un- 
derstanding and  appreciation  of  the  situation,  or  because 
of  political  fear  of  consequences  from  the  "labor  vote," 
or  because  <>!'  great  desire — either  from  sincere  or  pol- 

sri 


itical  motives,  or  both — to  bring  the  country  back  to 
"normalcy,"  the  administration  in  Washington  will  sug- 
gest and  impose  a  "compromise"  that  will  leave  things 
in  worse  condition,  in  the  long  run,  than  they  would  be 
with  a  strike,  and  that  would  not  be  either  fair  or  per- 
manent. We  say  this  because,  although  we  are  willing 
to  believe  that  the  "compromise"  proposed  by  the  pub- 
lic members  of  the  Labor  Board  is  their  own  sugges- 
tion and  that  they  are  attempting  to  work  it  out  on  their 
own  responsibility,  no  thinking  person  can  fail  to  un- 
derstand that  it  must,  in  a  way,  have  the  sanction  of  the 
President.  At  least  he  is  willing  that  the  Labor  Board 
try  to  effect  a  settlement  along  the  lines  proposed  by  it, 
and  that  proposed  settlement,  in  so  far  as  it  includes  a 
program  for  immediate  rate  reductions,  is  believed  to  be 
in  accordance  with  his  ideas  along  those  lines.  He  is 
not  committed  to  it,  of  course,  and  if  it  fails  he  can  sug- 
gest something  else,  if  he  cares  to.  And  here  is  the 
danger.  If  he  did  suggest  something,  the  carriers,  prob- 
ably, would  feel  obliged  to  acquiesce — at  least  that  is 
the  generally  accepted  idea  of  what  is  proper.  For  our 
part,  though  we  could  make  allowance  for  a  hesitancy 
on  the  part  of  the  carriers  to  run  counter  to  the  wishes 
of  the  chief  executive  in  a  matter  of  this  sort,  we  would 
hope  to  see  them  stand  firm  for  what  they  believed  to 
be  right. 

In  so  far  as  the  Labor  Board  is  calling  the  labor 
leaders  before  it  because  of  their  proposal  to  violate  an 
order  of  the  board,  it  is  acting  not  only  within  its  rights 
but  within  its  duty.  We  hope  it  can  accomplish  some- 
thing. In  so  far,  however,  as  it  goes  farther  than  that 
to  suggest  a  "compromise"  including  not  only  a  with- 
drawal of  the  strike  order,  but  immediate  translation  of 
the  wage  reduction  of  last  July  into  rate  reductions,  and 
a  suspension  of  action  on  the  proposal  to  ask  for  further 
wage  reductions,  it  is  entirely  outside  of  its  official  du- 
ties and  function  and  is  entitled  to  no  more  respect  or 
consideration  than  would  be  due  any  other  person  or 
body  acting  on  his  or  its  own  responsibility  to  try  to 
compose  the  situation.  And  its  proposal  itself  is,  in  our 
opinion,  ridiculous.  As  a  compromise  it  is  a  joke.  It 
would  give  the  men  exactly  what  they  want  and  all  they 
could  hope  to  win  by  a  strike,  and  would  compel  the 
carriers  to  do  exactly  what  they  have  said  they  could 
not  do — reduce  rates  before  there  have  been  further 
wage  reductions. 

We  hope  the  carriers  will  stand  firm  in  their  pres- 
ent position.  If  a  strike  results  it  cannot  be  extremely 
serious  or  long  continued,  for  the  reason  that  it  would 
have  no  kind  of  justice  behind  it  and  because  the  busi- 
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GULF,  MOBILE  &  NOBTHEB!) 
KAILHOAD 

AND   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  ft  N.  R.  R.,  M.  ft  O.  R.  R..  N.  C.  * 
St.  L.  R.  R.,  via  Jackson,  Tenn. :  Frisco  lines  via  New  Albany ;  A.  ft  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La.;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


SOUTHBOUND 


LEAVE:  TRAIN      TIME 

Jackson,    Tenn. 
New  Albany,  Miss. 
ARRIVE: 
Meridian 
Mobile 

New   Orleans    (N.   O.    ft   N.  E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


MILES 
0 

88 


71        4:30  p.  m. 

71  12:80  p.  m. 

71-29      3:25  p.  m.  next  day  261 

71         4:10  a.  m.  2nd  day  409 

53  5:40  a.  m.  2nd  day  443 

65  5:80  p.  m.  2nd  day  528 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  ft  V.-V.  S.  ft  P.)       62 

New   Orleans    (N.  O.    ft   N.    E.)         52 

Mobile*  72 

Meridian  30-72 
ARRIVE: 

New    Albany  72 

Jackson,    Tenn.  72 


S  :00  p.  m. 

9:40  p.  m. 
10:00  p.  m. 
•7:36  a.  m. 

•12:30  a.  m.  2nd  day 

•8:00  a.  m.  2nd  day 

•next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intel-coastal  and  Export  shipments  to  clear  from  Gulf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Bulletin*.  Indianapolis.  Ind.  R.  B.  KINKAID.  Assistant  General  Freight  Agent 
For  Information  as  to  Rates.  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.    L    A    W.    It.    R.    Building.    Indianapolis,    Ind.                201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New    York 

33*    lUiarh    Building,   Springfield.   111.                                          337    Marquette   Bide..   Chicago  728    Monadnock    Bldg..   Sal    Francisco.    Calif. 

8*4    Arcade   Building.   St.    Louis,   Mo.                                   312   Park   Bldg..   Pittsburgh,  Pa.  609  Wesley-Roberts  Bldg.,  Los  Angeles.  Calif. 

1*7  Railway  Exchange.  Kauas  City,  Mo.                                 41  Porter  Bldg.,  Memphis.  Teu.  (14  Colmsi  Bldg..  Seattle,  Wash. 
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ness  situation  would  make  a  strike  comparatively  easy 
{or  the  railroads  to  handle.  If  Washington  thinks  the 
situation  is  such  that  there  must  be  a  settlement  on  any 
hut  fair  and  just  terms,  it  is  deceived  as  to  public  senti- 
ment, which  should  make  itself  known.  Business,  which, 
we  believe,  is  behind  the  carriers  in  this  matter,  should 
do  everything  possible  to  advertise  that  fact.  It  does 
nT>t  fear  a  railroad  strike,  to  the  extent  that  it  would  ap- 
prove an  unfair  compromise,  any  more  than  do  the  rail- 
way executives.  Only  labor,  fighting  an  unjust  cause, 
and  possibly  a  few  frightened  politicians,  are  willing  to 
listen  to  talk  of  weak  compromise.  It  is  to  be  hoped 
that  the  feeling  of  these  politicians  will  not  be  mistaken 
for  the  sentiment  of  the  country.  We  hope  they  will  be 
brought  to  see  that  there  is  a  bigger  issue  involved  than 
the  matter  of  wages  of  railroad 'labor  at  this  particular 
time.  A  man  with  half  an  eye — if  that  half  an  eye  is 
clear — can  see  that  labor  figures  that  if  it  gets  what  it  is 
asking,  well  and  good;  but  if  it  does  not,  it  will  strike 
and  the  government  will  have  to  take  over  the  roads  and 
operate  them.  Government  operation  is  what  labor  is 
working  for. 

We  endorse  without  reserve  the  message  sent  to 
President  Harding  and  Chairman  Barton,  of  the  Labor 
Board,  by  President  Chandler,  of  the  National  Industrial 
Traffic  League,  not  only  as  sounding  the  correct  note, 
but  as  voicing  what  we  believe  to  be  the  sentiment  of 
business  generally. 


POLITICAL  RATE-MAKING. 

In  the  issue  of  August  27,  in  this  column,  we  quoted 
from  and  commented  on  a  bulletin  from  a  confidential 
news  bureau  in  Washington  which  told  of  the  efforts 
of  the  present  administration  to  dominate  the  Inter- 
state Commerce  Commission  to  the  end  that  rates 
should  be  made  to  fit  in  with  the  business  policy  of 
the  administration.  Now  comes  another  bulletin  of  Oct. 
15  from  that  news  bureau  in  which  we  find  the  follow- 
ing: 

The  Administration  has  now  established  its  prestige  in  both 
the  Federal  Reserve  Board  and  in  the  Interstate  Commerce  Com- 
mission. It  is  permitting  neither  to  impede  or  interfere  with 
its  settled  economic  program.  It  is  in  a  position,  therefore,  to 
determine  the  rate  on  (1)  money,  (2)  railroads,  and  (3)  ships. 
This  gives  a  more  or  less  complete  control  over  certain  primary 
costs  of  doing  business.  We  were  privileged  to  record  this  de- 
velopment weeks  ago,  but  only  now  is  it  coming  into  full  fruition. 
The  Administration  is  not  afraid  to  assume  the  responsibility 
involved  in  such  a  fatherhood  of  policies,  since  real  leaders  in 
the  Cabinet  decided  months  ago  that  unless  they  could  get  the 
control  indicated  above  they  could  not  assure  a  successful  Ad- 
ministration. 

Have  we  indeed  reached  the  consummation  of  the 
policy  of  political  rate-making?  There  have  not  been 
lacking  signs  of  an  attempt  to  enforce  such  a  policy,  or 
of  some  success  in  the  attempt,  but  we  shall  have  to 
wait  a  time  before  being  certain  that  the  efforts  of  the 
statesmen  in  Washington  have  reached  their  full  fru- 
ition. If  they  have,  then  will  the  carriers,  backed  by 
those  who  use  transportation  and  are  able  to  see  things 
in  their  correct  perspective,  fight  for  their  rights  in  the 
courts?  \\Y  shall  sec  what  we  shall  see. 


COURSE  OF  TRAFFIC  LESSONS 

We  take  pleasure  in  announcing  that  we  have  made 
arrangements  with  Dr.  Grover  G.  Huebner  for  a  course 


of  traffic  lessons  to  be  published  in  The  Traffic  World, 
one  lesson  every  two  weeks,  to  cover  the  years  1922  and 
1923.  It  will  be  recalled  that  we  published  such  a  course 
of  lessons  by  Dr.  Huebner  in  1917  and  1918.  They 
proved  to  be  exceedingly  valuable. 

Though  many  of  the  general  principles  brought  out 
in  the  former  course  still  obtain,  a  new  series  is  thought 
desirable  because  of  the  many  important  changes  that 
have  taken  place  since  then.  The  railroads  have  passed 
from  a  regime  of  private  management  through  one  of 
government  control  and  back  again ;  some  of  the  changes 
in  traffic  regulations  and  practices  introduced  by  the 
United  States  Railroad  Administration  have  been  re- 
tained since  the  roads  returned  to  private  management 
and  others  have  been  abandoned ;  the  general  level  of 
freight  rates  has  been  changed  several  times,  thousands 
of  individual  rates  have  been  adjusted,  and  established 
rate  structures  have  been  tampered  with ;  important  rail- 
road legislation  has  been  enacted ;  the  volume  of  railroad 
traffic  has  climbed  to  a  new  peak  load,  only  to  suffer  a 
setback  with  the  coming  of  a  worldwide  industrial  de- 
pression ;  the  character  of  railroad  traffic  has  undergone 
all  the  changes  incident  to  a  period  of  war  control  and 
war  requirements ;  railroad  earnings  and  expenses  have 
undergone  amazing  changes. 

Dr.  Huebner  is  professor  of  transportation  and  com- 
merce at  the  Wharton  School  of  Finance  and  Commerce, 
University  of  Pennsylvania,  where  he  has  taught  courses 
in  railroad  transportation  and  ocean  shipping  since  1908. 
He  is  also  the  group  chairman  of  the  commerce  and 
transportation  and  foreign  trade  service  groups  at  this 
institution.  He  is  the  author  of  many  articles  and  papers 
on  railroad  traffic,  and  of  various  widely  used  text  books 
— Ocean  Steamship  Traffic  Management;  Agricultural 
Commerce ;  Railroad  Traffic  and  Rates  (joint  author)  ; 
Principles  of  Ocean  Transportation  (joint  author)  ;  His- 
tory of  Domestic  and  Foreign  Commerce  of  the  United 
States  (joint  author)  ;  Export  Shipping  (joint  author). 
He  has  at  various  times  performed  special  work  for  the 
United  States  government,  including  the  Isthmian  Canal 
Commission's  investigation  of  Panama  Canal  traffic,  tolls, 
and  measurement  rules;  the  tariff  commission's  investi- 
gation of  railroad  import  and  export  freight  rates,  and 
the  Federal  Trade  Commission's  grain  trade  inves- 
tigation. 

The  course  will  open  next  January  with  three  intro- 
ductory lessons,  one  on  the  present  railway  system  and 
two  on  the  volume  and  characteristics  of  freight  traffic. 
The  subjects  of  the  other  lessons  as  now  outlined  are 
as  follows:  The  Ratemaking  Organization  of  the  Rail- 
road ;  Freight  Traffic  Associations ;  Principles  of  Rate- 
making  (competitive  influences) ;  Principles  of  Rate- 
making  (rate  bases)  ;  Principles  of  Freight  Classifica- 
tion ;  Consolidated  Freight  Classification  (two  lessons)  ; 
Publication  of  Tariffs ;  Local  Tariffs ;  Interline  Tariffs ; 
Agency  Tariffs;  Freight  Shipping  Papers  (two  lessons) ; 
Rates  in  Eastern  Territory  (two  lessons) ;  Eastern  Port 
Differentials;  Rates  in  Southern  Territory  (two  les- 
sons) ;  Rates  in  W'estern  Territory  (two  lessons) ; 
Rates  in  Southwestern  Territory ;  Transcontinental 
Rates;  The  Panama  Canal  and  Railroad  Rates;  Prin- 
ciples of  Export  and  Import  Rate  Structures;  Export 
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Freight  Rates;  Import  Freight  Rates;  The  Interchange 
of  Cars ;  Car  Services  and  Demurrage  (two  lessons) ; 
Special  Services  and  Privileges  (two  lessons) ;  Indus- 
trial Railroads  and  Tap  Lines;  Shippers'  Cars  and  Pri- 
vate Car  Lines;  Time  and  Preference  Freight  Services; 
Freight  Claims  (two  lessons) ;  Freight  Routing  (two  les- 
sons) ;  Methods  of  Developing  Freight  Traffic  (two 
lessons)  ;  Motor  Truck  Freight  Services ;  The  Interstate 
Commerce  Act;  Powers  of  the  Interstate  Commerce 
Commission;  The  Transportation  Act  of  1920;  Commis- 
sion Procedure ;  The  Relative  Jurisdiction  of  the  Federal 
and  State  Governments;  State  Regulation;  Regulation 
by  the  Courts  (two  lessons). 

In  announcing  the  course  published  in  1917  and  1918 
we  said : 

Dr.  Huebner  writes  interestingly  and  understanding^  wi'h 
broadness  of  vision  and  out  of  the  fullness  of  knowledge  and 
at  the  same  time  his  methods  are  thoroughly  pedagogical. 

The  course  is  being  written  especially  for  this  magazine 
and  will  be  published  with  a  view  primarily  to  interesting  and 
instructing  men  who  are  employed  in  railroad  offices  or  tho 
shipping  rooms  of  industrial  establishments  and  who,  through 
their  work,  have  been  led  to  see  its  possibilities  and  their  need 
of  instruction  and  preparation  for  its  higher  places,  as  well  as 
to  wish,  perhaps,  to  make  themselves  more  efficient  in  their 
present  employment.  There  is  no  question  but  that  the  need 
for  well-equipped  men  in  traffic  work  is  growing  and  that  those 
who  prepare  themselves  properly  are  the  ones  who  will  be 
chosen  for  the  better  places  and  who  will  be  worth  more  mone" 
to  their  employers.  Traffic,  while  a  complicated  and  a  practical 
calling,  lends  itself  to  instruction  better  than  many  other  busi- 
nesses, and  there  is  no  reason  why  a  man  who  intends  to  make 
traffic  his  work  cannot  help  himself  along  by  such  methods  as 
the  one  we  propose. 

Right  here,  however,  we  may  say  that  the  course  we  offer 
is  not  put  forward  as  an  entirely  adequate  substitute  for  a 
good  and  more  complete  course  in  traffic  such  as  may  be  had  by 
correspondence  or  in  resident  class,  but  there  are  many  young 
men  who  have  not  the  time  or  the  money  for  such  a  course,  or 
to  whom,  for  some  other  reason,  a  more  extended  course  would 
not  appeal,  pnd  it  has  been  our  thought  that  to  these  we  might 
offer  something  of  great  value  and  of  which,  considering  the 
other  things  obtained  through  subscription  for  this  magazine, 
the  cost  would  be  merely  nominal.  The  subscriber  will  not  only 
get  the  current  news  and  developments  in  traffic  with  which 
every  man  who  is  making  or  who  intends  to  make  traffic  his 
business  should  keep  in  touch,  but  he  will  have  the  advantage 
of  our  "Questions  and  Answers"  department,  through  which  he 
may  get  answers  to  questions,  both  legal  and  practical,  which 
arise  to  bother  him.  With  this  course  of  lessons,  then,  we 
offer  a  medium  by  which  one  is  not  only  kept  thoroughly  in- 
formed as  to  all  the  decisions,  rulings,  and  events  which  he 
must  know  if  he  is  to  perform  properly  his  everyday  duties, 
but  through  which  he  may  become  informed,  or  better  informed, 
as  the  case  may  be,  of  the  great  underlying  facts  and  principles 
— the  reasons  for  things — lacking  understanding  of  which  he 
cannot  do  efficient  work,  and  certainly  cannot  rise  to  great 
heights. 

And  we  may  add  that  the  value  of  the  course  of  lessons 
we  propose  to  publish  is  not  confined  to  beginners.  It  will  give 
this  magazine  much  added  value  to  many  who  may  be  said  to 
have  obtained  a  fair  start  on  the  path  of  traffic.  Many  of  these, 
through  the  school  of  hard  knocks  only,  have  obtained  the 
knowledge  they  have  without  much  or  any  groundwork  of  prep- 
aration, and  the  environment  in  which  they  have  worked  or 
their  habits  of  mind  may  have  been  such  as  to  preclude  a  study 
that  is  necessary  for  entirely  efficient  work.  They  perform 
many  of  their  tasks  mechanically,  without  knowing  why  they 
should  be  performed-  in  such  fashion.  They  have  merely  been 
told  to  do  it  that  way.  In  many  cases  even  their  superiors  are 
lacking  in  fundamental  knowledge,  though  they  are  competent 
to  buy  and  sell  transportation.  But  the  traffic  man,  if  he  is  to 
realize  the  fullness  of  his  opportunity,  cannot  remain  a  mere 
clerk  or  salesman.  His  place,  because  of  the  constant  multipli- 
cation of  problems  to  be  settled  and  the  great  number  of  regu- 
lating agencies,  is  steadily  growing  more  important.  The  suc- 
cessful traffic  man  is  a  thinker  and  a  man  of  affairs.  He  appears 
before  congressional  committees  and  before  state  and  federal 
commissions.  He  must  know  whereof  he  speaks.  He  mu:;t 
know  principles  as  well  as  facts,  history  as  well  as  present 
conditions.  He  must  get  these  things  somewhere.  We  are 
offering  him  the  opportunity. 

To  the  employer  who  ships  or  receives  any  amount  of 
freight,  whose  traffic  matters  are  looked  after  by  a  man  with 
little  experience  or  knowledge  in  traffic  and  who,  perhaps,  does 


not  realize  his  need  of  information  or  who,  perchance,  has  nol 
the  money  to  pay  for  it,  we  would  say  that  his  investment  for 
this  employe  in  a  subscription  for  this  magazine,  including  the 
Huebner  course  of  lessons,  could  not  fail  to  show  returns  in  in- 
creased efficiency  of  the  employe  and  in  actual  money  saved  in 
methods  of  packing,  trucking  or  shipping  freight. 

CUMMINS  INVESTIGATION  SUSPENDED 

The  Traffic   World   Washington  Bureau 

Temporary  suspension  of  the  railroad  inquiry  by  the  Senate 
interstate  commerce  committee  was  announced  this  week  by 
Senator  Cummins.  The  fact  that  the  railroad  brotherhood  lead- 
ers were  giving  their  attention  to  the  proposed  strike  was 
responsible  in  part  for  the  decision  to  postpone  the  hearing  for 
a  few  days. 

The  representatives  of  the  state  commissions,  and  others 
interested  in  the  amendment  of  the  transportation  act  as  pro- 
vided in  the  Capper  bills,  will  be  heard,  October  24,  by  the 
Senate  committee.  The  hearing  may  last  several  days  and  will 
interrupt  or  delay  further  hearings  on  the  railroad  situation. 

Four  members  of  the  Senate  interstate  commerce  committee, 
October  15,  listened  to  the.  theories  of  Frank  J.  Warne,  statis- 
tician and  accountant  for  the  four  train  operating  brotherhoods, 
submitted  by  him  in  support  of  his  charge  that  the  figures  used 
by  the  railroads  when  they  presented  their  views  to  the  commit- 
tee were  inadequate  and  misleading.  The  small  attendance  of 
the  membership  of"  a  big  committee  led  to  the  impression  that 
interest  in  the  general  inquiry  which  the  committee  has  been 
conducting  has  almost  disappeared. 

Mr.  Warne  presented  tables  to  show  what  the  big  brother- 
hoods contend  the  railroads  really  earned  during  federal  control 
and  the  guaranty  period.  He  contended,  among  other  things, 
that  the  corporate  income  should  be  used  in  discussing  the 
affairs  of  a  railroad,  instead  of  the  income  earned  from  the  oper- 
ation of  a  railroad  for  the  transportation  of  goods.  The  Inter- 
state Commerce  Commission  reports  show  the  operating  and  the 
corporate  income,  but  in  rate  cases  the  operating  income  is  used 
to  determine  whether  the  rates  under  question  are  or  are  not 
adequate. 

The  witness  said  the  Commission  should  not  have  used  the 
operating  income  figures  for  the  "abnormal"  war  period  as  the 
base  for  its  decision  in  Ex  Parte  No.  74,  but  should  have  used 
figures  showing  '"tendencies"  over  a  larger  number  of  years,  and 
groups  of  years.  He  called  attention  to  the  fact  that  prior  to 
the  fifteen  per  cent  increase  the  Commission  had  said  the  rev- 
enues of  the  carriers  were  adequate.  He  did  not,  however,  read 
from  the  later  reports  in  which  it  announced  a  contrary  conclu- 
sion. Warne  also  objected  to  the  increase  in  rates  during  fed- 
eral control  and  suggested  that  that  increase  was  made  at  the 
solicitation  of  the  railroads  with  a  view  to  having  the  rates  high 
after  the  railroads  were  returned  to  their  owners.  The  fact  that 
railroad  officials  urged  Director-General  Hines  to  increase  rates 
just  before  the  end  of  federal  control,  he  cited  as  evidence  that 
the  selfish  interest  of  the  railroads,  and  not  the  public  interest, 
was  in  view  when  the  rates  were  increased,  under  General  Order 
No.  28  and  Ex  Parte  No.  74. 

The  public  and  the  committee,  the  witness  suggested,  were 
misled  during  federal  control  by  continual  reference  to  the  dis- 
proportion between  operating  revenue  and  operating  expenses. 
His  theory  was  that  the  public  should  have  been  invited  to  con- 
sider the  corporate  income,  which,  of  course,  would  reflect  the 
rent  which  the  government  promised  to  pay  for  the  use  of  the 
property  of  the  railroad  companies,  but  all  of  which  it  has  not 
yet  paid.  By  taking  the  guaranteed  rent,  which  the  witness  fig- 
ured at  $906,000,000  for  class  I  roads  and  adding  to  it  other 
items  of  corporate  income  he'  showed  that  the  railroad  com- 
panies, during  federal  control,  were  receiving  adequate  compensa- 
tion. 

Failure  to  add  together  the  guarantee  or  rent  and  the  other 
items  of  corporate  income,  during  federal  control,  had  concealed 
the  fact,  he  said,  that  during  the  control  period  the  railroads  had 
the  largest  income  ever  known.  He  had  a  combination  of  figures 
to  show  that  the  income  was  greater  in  the  years  of  federal  con- 
trol than  it  was  in  1916,  which  figures  of  the  Commission  show 
as  having  been  the  best  year  the  carriers  ever  had.  He  said 
the  railroads  had  hidden  behind  accounting  technicalities.  That, 
he  said,  was  no  .excuse  for  their  not  telling  the  committee  the 
truth,  which,  he  claimed,  they  had  not  done. 

Senator  Fernald  of  Maine  asked  why  taxes  and  interest  on 
bonds  should  not  be  included  when  one  desired  to  ascertain  the 
real  cost  of  operating  a  railroad.  Mr.  Warne  said  be  had  used 
the  Commission's  accounting  method  in  ascertaining  the  operat- 
ing income  which  excludes  interest  and  taxes. 

When  the  railroad  inquiry  by  the  Senate  interstate  com- 
merce committee  is  resumed,  it  is  probable  that  an  investigation 
may  be  made  of  violations  of  orders  of  the  Railroad  Labor  Board. 
The  question  was  brought  to  the  attention  of  Senator  Cummins 
by  Vice-President  W.  N.  Doak,  of  the  Brotherhood  of  Firemen 
and  Enginemen,  and  H.  E.  Wills,  of  the  Brotherhood  of  Locomo- 
tive Engineers.  The  brotherhood  representatives  complained 
that  the  railroads  have  violated  orders  of  the  Labor  Board. 
Senator  Cummins  indicated  the  matter  would  be  looked  into  by 
the  committee. 
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Harding  and  the  Strikers. — In  the  way  he  treated  the  strike 
announcement,  President  Harding  struck  a  note  that  has  not 
eu  heard  In  Washington  for  a  long  time.  What  he  did,  or, 
rather,  what  he  refrained  from  doing,  attracted  the  attention 
of  those  whose  memories  go  back  fifteen  or  sixteen  years.  Had 
Theodore  Roosevelt  or  Woodrow  Wilson  been  president  when 
the  labor  chiefs  announced  their  plan  to  strike,  they  would 
l>r»l>ably  have  been  invited  to  a  conference  in  Washington.  The 
tact  that  they  were  proposing  to  ignore  the  law  enacted  for 
the  prevention  of  interruptions  to  interstate  commerce  probably 
would  have  been  condoned  to  the  extent  of  the  chief  enforcer 
of  the  law  calling  them  to  confer  with  him  instead  of  remaining 
at  i heir  places  of  business  and  obeying  the  law.  It  is  no  answer 
to  say  there  was  formerly  no  law  to  deal  with  such  a  situation 
as  lias  been  created.  Before  Theodore  Roosevelt  became  Presi- 
dent, the  Ermentrout  conciliation  and  mediation  act  was  on  the 
books.  It  was  there  when  Woodrow  Wilson  was  President.  Both 
men.  however,  invited  to  confer  with  them  men  who  contemptu- 
ously proposed  to  disregard  the  law.  President  Harding  may 
yet  find  it  desirable  to  have  the  labor  leaders  come  to  Washing- 
ton, but  the  fact  that  he  did  not  call  them  here  before  the 
Labor  Board  summoned  them  to  Chicago  caused  favorable  com- 
ment. The  fact  that  the  public  members  of  the  Labor  Board 
conferred  with  President  Harding  on  the  day  the  announcement 
of  a  strike  was  made  and  shortly  afterward  the  board  sum- 
moned the  leaders  to  come  to  it,  suggested  the  thought  that  the 
time  had  come  again  when  at  least  some  public  officials  pro- 
posed treating  labor  leaders  as  if  they  were  not  above  the  law. 
The  Labor  Board  may  be  proved  to  be  a  futile  agency,  but,  even 
If  it  is,  it  is  suggested,  President  Harding  did  not  act  on  the 
assumption  that  the  crisis  supposed  to  have  been  created  by  the 
strike  announcement  was  a  thing  so  big  that  the  men  responsi- 
ble for  it  should  have  a  hearing  by  the  highest  executive  in 
the  land  to  the  ignoring  of  the  agency  created  by  law  for  such 
a  situation.  W.  G.  Lee,  one  of  the  leaders,  angled,  the  day  after 
the  strike  was  called,  for  an  invitation  to  come  to  the  White 
House.  That  the  President  saw  his  suggestion  that  the  labor 
leaders  would  like  to  come  to  Washington  is  a  moral  certainty. 
That  Harding  did  not  "fall  for  it"  is  also  a  certainty.  Nothing 
seems  to  give  a  labor  leader  such  importance  in  the  eyes  of  his 
followers  as  his  being  summoned  to  a  conference  with  the 
President.  President  Harding  perhaps  knew  that  when,  as  he 
undoubtedly  did,  he  suggested  to  the  Labor  Board  members  in 
Washington  that  they  had  better  ask  the  labor  leaders  to  come 
to  the  board  and  explain  why  they  were  imitating  the  railroad 
companies  accused  of  flouting  the  board's  awards. 

Suits  to  Enforce  Reparation  Orders. — In  the  event  the  Com- 
mission upholds  the  recommendation  of  Examiner  Woodrow  in 
the  Southport  Mills  and  Procter  and  Gamble  copra  products 
cases,  what  becomes  of  the  suits  filed  in  the  courts  to  enforce 
the  Commission's  order  of  reparation?  That  is  one  of  the  doz- 
ens of  questions  that  have  been  raised  by  the  recommendation 
of  the  examiner.  The  law  says  that  suits  to  enforce  an  order 
of  the  Commission  for  the  payment  of  money  must  be  filed 
wi'hin  a  year  from  the  entry  of  the  order.  The  order  in  the 
Southport  Mills  case  was  entered  the  latter  part  of  September, 
1919.  Unless  suits  were  filed  within  a  year,  the  holders  of  the 
order  were  without  the  law  before  the  Commission  reopened  the 
cases.  Courts,  as  a  rule,  frown  on  suggestions  that  statutes  of 
that  kind  can  be  suspended  by  the  act  of  an  administrative 
body.  When  a  court  has  taken  jurisdiction  of  a  matter  it  does 
not  like  to  have  it  suggested  that  what  somebody  has  done  has 
had  the  effect  of  depriving  it  of  jurisdiction,  especially  when  the 
issue  is  a  sum  of  money  in  duspute  between  parties.  It  is  true 
that  cases  are  often  made  moot  by  the  acts  of  legislative  bod- 
ies, as,  for  instance,  the  bill  of  lading  case  brought  by  the  Alaska 
Steamship  Company  after  the  Commission's  order  respecting  the 
forms  of  bills  of  lading  had  been  brought  into  court.  Cases  are 
dismissed  on  the  motion  of  the  plaintiff  because  the  defendant 
has  made  an  arrangement  satisfactory  to  the  former.  But  the 
cases  asking  for  the  enforcement  of  an  order  requiring  the  pay- 
ment of  money  fall  not  within  either  category.  If  the  suits  are 
stayed,  they  are  held  up  by  the  act  of  an  administrative  body, 
after  the  expiration  of  the  time  fixed  by  law  for  bringing  suits. 
There  is  also  another  class  of  prospective  cases.  The  Southern 
and  probably  other  carriers,  not  parties  to  the  Southport  Mills 
and  other  cases  like  it,  made  reparation  claims  on  the  Informal 
docket.  The  law  says  that  suits  for  the  recovery  of  the  charges 
of  a  railroad  shall  be  brought  within  two  years  from  the  delivery 
or  tender  of  delivery  of  the  freight,  or  after  two  years  if,  within 
ninety  days  from  the  expiration  of  the  two  years,  the  carrier 
has  given  notice  of  an  intention  to  sue.  In  the  event  the  Com- 
mission sustains  the  examiner,  will  the  Southern  be  able  to 
recover  its  money,  notwithstanding  that  more  than  two  years 


have  elapsed  since  the  delivery  or  tender  of  delivery,  as  the  law 
says?  Another  way  to  ask  that  same  question  is  to  Inquire 
whether  five,  ten  or  fifteen  years  after  the  Commission  has 
made  an  order  of  reparation,  it  can  open  the  old  case  and  thereby 
place  in  Jeopardy  all  the  settlements  that  may  have  been  made? 
Still  another  way  is  whether  there  can  be  no  statute  of  repose 
for  those  who  have  dealings  with  the  Commission? 

The  Commission'*  Call  on  the  President.— Attention  has 
been  called,  in  a  kindly  manner,  to  the  fact  that,  before  the 
European  war,  the  Commission,  each  New  Year's  day,  put  on 
its  long  coats,  high  hats,  and  proper  spats,  to  call  on  the  Presi- 
dent. The  suggestion  was  that,  therefore,  the  observation  that 
the  recent  call  of  the  Commission  on  President  Harding  was  the 
first  time  it  had  ever  gone  calling  at  the  White  House  was  in- 
accurate. There  is  no  dispute  about  the  accuracy  of  the  ob- 
servation that,  until  President  Wilson  discontinued  the  New 
Year's  reception,  the  Commission  did  even  so.  Likewise  Con- 
gress, the  Supreme  Court,  the  army,  the  navy,  and  all  the  de- 
partments wished  the  President  a  Happy  New  Year  on  that  day. 
So  did  Tom,  Dick,  Harry,  the  scullion  maid  and  the  stranger 
within  the  gates.  But  that  was  not  the  kind  of  call  to  which 
the  recent  one  of  the  Commission  may  be  likened.  It  was  like 
the  formal  one  which  the  Supreme  Court  makes  each  October, 
and  the  kind  Congress  makes  when  it  sends  a  committee  to 
advise  the  President  that  it  has  assembled  and  has  its  ears  ex- 
tended for  whatever  he  may  desire  to  say  to  it. 


The  Country  Without  Railroads. — For  the  purpose  of  mental 
gymnastics,  figure  how  long  the  country  could  exist  without  rail- 
road service.  The  answer  is  that  it  could  go  on  indefinitely. 
Railroad  service  is  no  more  indispensable  than  is  an  individual 
There  would  be  a  terrific  diminution,  probably,  in  luxuries  and 
non-essentials.  There  might  be  an  increase  in  the  death  rate. 
Then,  again,  there  might  not.  Those  dying  from  lack  of  suf- 
ficient food  might  be  offset  by  those  whose  lives  would  be  saved 
by  their  inability  to  obtain  the  materials  on  which  to  exercise 
their  teeth  in  digging  their  own  graves.  It  has  been  estimated 
that  there  are  10,000,000  automobiles  in  the  country.  At  present 
the  freight  cars  of  the  country  are  transporting  about  3,7*0  000 
tons  of  freight  each  working  day,  that  is  to  say,  about  150,000 
cars  of  an  average  load  of  twenty-five  tons.  It  has  been  esti- 
mated that  only  27  per  cent  of  the  petroleum  and  its  products 
is  carried  by  the  railroads.  Automobiles  could  carry  enough 
coal  to  the  refineries  to  keep  them  running  and  they  could  bring 
away  the  refinery  products  needed  to  keep  other  automobiles 
going.  Every  passenger  automobile  could  be  required,  as  a 
condition  precedent  to  the  purchase  of  any  additional  oil  or 
gasoline,  to  bring  to  a  city  every  week  at  least  half  a  ton  of 
some  useful  commodity.  Russia,  a  country  without  a  tenth  of 
the  ingenuity  of  Americans,  has  been  existing  for  four  years  on 
no  more  railroad  service  than  probably  would  continue  here, 
without  interruption,  even  if  the  labor  leaders  carried  out  their 
strike  program.  It  is  ridiculous  to  suggest  that  2,000,000  Ameri- 
cans, simply  by  abstaining  from  work,  could  bring  the  country 
so  near  the  brink  of  ruin  that  thousands  would  starve  before 
relief  measures  could  be  organized.  Besides,  no  well-informed 
man  believes  that  2,000,000  men  would  quit,  even  if  that  many 
were  employed  on  the  railroads  now.  Another  fallacious  idea 
is  that  if  all  the  telegraph  operators  quit,  trains  would  have  to 
stop  running.  Every  book  of  rules  on  every  railroad  in  the  coun- 
try contains  rules  for  operating  trains  without  the  aid  of  tele- 
graph operators  or  telegraph  wires.  Prohibition  by  railroad 
workers,  it  is  believed,  would  be  far  less  successful  than  pro- 
hibition of  drinking.  Not  every  man  cut  off  from  his  alcohol 
has  made  a  determined  effort  to  obtain  it,  else  the  country 
would  be  much  damper  than  it  Is.  Every  man,  however,  de- 
prived of  things  now  hauled  by  railroad  would  become  a  boot- 
legger of  things  to  eat;  hence  the  suggestion  that  prohibition 
by  railroad  workers  would  not  be  one-tenth  so  successful  as 
prohibition  of  drinking. 

The  Rise  in  the  Price  of  Oil. — Mysterious  rises  in  the  price 
of  crude  oil  and  gasoline  in  the  last  two  weeks  have  set  the 
supposed  experts  in  oil  on  edge.  They  do  not  know  why  the 
demand  for  gasoline  increased.  Of  course,  when  the  demand 
for  gasoline  goes  up,  crude  desponds  quickly.  But  who  asked 
for  the  extra  gallon  of  gasoline?  The  oil  men  do  not  know. 
The  possibility  of  a  strike  on  the  railroads  never  caused  any 
appreciable  increase  in  the  demand  for  oil  or  gasoline.  If  that 
caused  the  present  bulge,  the  oil  men  received  no  intimation 
from  anybody.  It  is  not  impossible,  however,  that  retailers 
thought  there  might  be  a  strike  and  ordered  a  barrel  or  two 
extra  just  as  a  precaution.  That  would  be  enough  to  cause  a 
disturbance.  Automobile  owners,  too,  might  have  taken  the 
precaution  of  laying  in  an  extra  supply  of  fuel  for  their  engines, 
not  because  they  were  frightened  (oh,  no),  but  simply  because 
they  might  run  out  when  it  would  not  be  convenient  to  go  to 
some  filling  station.  The  American  has  the  reputation  of  being 
a  great  liver  from  hand  to  mouth,  but  there  are  times  when  he 
does  surprising  things,  and  this  may  be  one  of  them. 

A.  E.  H. 
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INTERLOCKING  DIRECTORATES 

The  Traffic  World   Washington  Bureau 

The  Commission  has  prescribed  regulations  to  be  observed 
by  companies  or  individuals  applying  for  permits  to  disregard 
that  part  of  the  amended  interstate  commerce  law  which  for- 
bids, after  December  31,  so-called  interlocking  directorates  of 
common  carrier  companies.  They  are  to  remain  in  force  until 
further  order  of  the  Commission. 

In  prescribing  the  regulations  the  Commission  said  the 
word  "carrier,"  as  used  in  the  section  forbidding  interlocking 
directorates,  had  the  meaning  attached  to  it  in  paragraph  1  of 
section  20-a.  The  prohibition  is  carried  in  paragraph  12  of 
section  20-a.  It  says  it  shall  be  unlawful,  after  December  31, 
for  persons  to  hold  the  position  of  officer  or  director  of  more 
than  one  carrier.  The  Commission  interpreted  the  first  sen- 
tence of  the  prohibition  as  covering  any  person,  authorized 
by  a  carrier,  as  defined  in  said  paragraph  (1),  to  perform,  tem- 
porarily or  otherwise,  the  duties,  or  any  of  the  duties,  ordinarily 
performed  by  a  director,  president,  vice-president,  secretary, 
treasurer,  general  counsel,  general  solicitor,  general  attorney, 
comptroller,  general  auditor,  general  manager,  freight  traffic 
manager,  passenger  traffic  manager,  chief  engineer,  general 
superintendent,  general  land  and  tax  agent,  or  chief  purchasing 
agent,  of  the  carrier." 

The  rules  prescribed  by  the  Commission  are  as  follows: 

Applications  for  orders  of  authorization  under  the  first  sentence 
of  said  paragraph  (12)  may  be  made  by  any  interested  carrier,  or  by 
any  person  on  his  own  behalf. 

An  application  made  by  such  carrier  may  include  a  request  for  au- 
thorization as  to  more  than  one  person,  but  such  application  must 
give  the  same  information  as  to  each  person  as  if  it  referred  to  that 
person  alone. 

Each  application  shall  state,  as  to  each  carrier,  whether  it  is 
(a)  an  operating  carrier,  or  (b)  a  lessor  company,  or  (c)  any  other 
corporation  organized  for  the  purpose  of  engaging  in  transportation 
by  railroad  subject  to  the  act. 

In  case  any  position  covered  by  an  application  is  with  a  carrier 
which  has  not  made  an  annual  report  to  the  Commission,  a  full  state- 
ment of  pertinent  facts  relative  to  such  carrier  and  its  line  of  rail- 
road shall  be  given. 

Each  application  shall  state  fully  the  reasons  why  the  granting  of 
the  authority  sought  will  not  affect  adversely  either  public  or  private 
interests. 

Each  application  shall  give  full  information,  as  to  the  relationship, 
operating,  financial,  competitive,  or  otherwise,  existing  between  the 
carriers  covered  by  the  requested  authorization. 

Each  application  shall  specify  as  to  each  person  for  whom  au- 
thority is  sought  the  carriers  covered  by  the  requested  authorization 
in  which  that  person  is  the  holder  of  shares  of  stock  or  bonds,  or  both. 
In  addition  to  the  information  so  furnished  in  the  application  there 
shall  be  furnished  when  and  as  requested  by  the  Commission,  informa- 
tion regarding  the  financial  interests,  if  any,  and  the  nature  and  ex- 
tent thereof,  of  each  person  for  whom  authority  is  sought  in  each  of 
the  carriers  covered  by  the  requested  authorization  and  in  any  other 
corporation,  copartnership,  association,  business,  enterprise  or  venture, 
in  so  far  as  pertinent. 

The  application  shall  show  whether  or  not  any  other  application 
for  authority  has  been  made  on  behalf  of  any  person  or  persons 
mentioned  in  the  application,  and,  if  so,  give  reference  to  the  date  of 
such  other  application,  by  whom  made,  and  the  action,  if  any,  taken 
thereon. 

The  application  shall  show  the  positions  held  on  the  date  thereof 
with  the  carriers  covered  by  the  requested  authorization. 

The  original  application  and  six  copies  thereof  shall  be  filed  with 
the  secretary  of  the  Commission  at  its  office  in  Washington.  D.  C. 
The  original  shall  be  s:gned  by  the  applicant  or,  in  case  of  a  corpora- 
tion, by  one  of  its  officers  authorized  to  sign  on  its  behalf,  and  shall 
be  verified  under  oath.  Each  copy  shall  bear  the  dates  and  signatures 
that  appear  on  the  original  and  shall  be  complete  in  itself,  but  the 
signatures  in  the  copy  may  be  stamped  or  typed  and  the  notarial 
seal  may  be  omitted.  The  application  shall  be  submitted  in  type- 
written or  printed  form,  on  paper  approximately  8y2xll  inches  in  size, 
with  a  margin  of  one  and  one-half  inches  at  the  left  for  binding. 

Several  additional  applications  have  been  filed  with  the 
Commission  by  railroad  officials  asking  authority  to  hold  posi- 
tions in  different  railroad  companies,  under  paragraph  12  of 
section  20-a  of  the  interstate  commerce  act. 

Robert  S.  Lovett,  chairman  of  the  executive  committee  of 
the  Union  Pacific,  asked  authority  to  hold  the  position  of  direc- 
tor in  the  New  York  Central,  Illinois  Central,  and  the  Chicago 
&  Alton. 

Application  also  was  made  on  behalf  of  the  officers  and 
directors  of  the  Union  Pacific  to  permit  them  to  hold  office  in 
the  subsidiary  companies  of  that  system.  A  similar  applica- 
tion was  filed  by  the  St.  Louis-San  Francisco  Railway  Company 
and  subsidiaries. 

E.  N.  Brown,  chairman  of  the  St.  Louis-San  Francisco, 
asked  authority  to  hold  the  positions  of  chairman  and  member 
of  the  boards  of  directors  of  the  St.  Louis-San  Francisco,  the 
Kansas  City,  Fort  Scott  and  Memphis,  and  the  Kansas  City, 
Memphis  and  Birmingham,  and  the  Pere  Marquette. 


TAXES  HINDER  SECURITIES  SALE 

The  Traffic   World   Washington  Bureau 

Declaring  that  the  tax  situation  is  intimately  related  to  the 
marketing  of  railroad  and  industrial  securities  on  a  reasonable 
basis,  Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  has  written  Chairman  Fordney  of  the  House  ways 
and  means  committee,  that  the  action  of  the  Senate  in  increas- 
ing the  surtaxes  from  32  per  cent  to  50  per  cent  in  the  revised 


tax  bill  has  resulted  in  stopping  further  sales  of  railroad  secur- 
ities held  by  the  Railroad  Administration. 

Mr.  Meyer  pointed  out  that,  acting  informally  for  the  Pres- 
ident, he  had  been  instrumental  in  selling  for  the  Railroad  Ad- 
ministration approximately  $100,000,000  of  railroad  equipment 
trust  certificates  at  exact  cost  to  the  government  with  accrued 
interest.  He  referred  to  his  testimony  before  the  House  and 
Senate  committees  on  the  railroad  funding  bill  and  said  he  had 
predicted  that  if  to  the  War  Finance  Corporation  were  given 
the  authority  provided  for  in  the  bill,  the  funds  used  in  carry- 
ing out  the  provisions  of  the  bill  would  be  recovered  through 
the  sale  of  securities  by  the  end  of  the  present  fiscal  year, 
June  30,  1922. 

"I  based  that  estimate  on  the  ability  to  sell  gradually  the 
securities  which  we  would  probably  take  from  the  Director- 
General  of  Railroads,"  said  he.  "I  based  my  confident  expres- 
sion of  opinion,  however,  upon  certain  facts  and  conditions,  as 
you  will  remember.  The  facts  were: 

1.  Improving  gross  and  net  earnings  of  the  railroads,  due  to  the 
improvement  in  business,  and  especially  the  improvement  in  the  gen- 
eral business  of  the  country  that  I  expected  would  follow  the  passage 
of  the  bill  itself,  through  the  increased  purchasing  power  of  the  rail- 
roads  in   connection   with   maintenance   and   repair   work. 

2.  The  increasing  ease  in  the  money  market  and  the  prospect  of 
an  improved   investment  demand. 

Both  of  these  conditions  have  been  emphasized  since  I  appeared 
before  your  committee. 

There  was  one  other  condition  upon  which  my  expectation  with 
reference  to  the  sale  of  securities  was  based,  and  that  was  the  en- 
actment into  law  of  the  recommendations  of  the  Secretary  of  the 
Treasury  with  regard  to  the  reduction  of  the  upper  brackets  of  the 
income  taxes.  This  latter  condition  was  also  made  clear  in  my  testi- 
mony on  the  railroad  funding  bill  before  the  interstate  and  foreign 
commerce  committees  of  the  Senate  and  the  House. 

Following  the  adoption  by  the  House  of  Representatives  of  the 
reduction  of  the  maximum  surtax  to  32  per  cent,  I  was  able,  acting 
informally  by  authority  of  the  President  and  the  director-general  of 
railroads,  to  arrange  the  sale  in  September  of  about  $100,000,000,  par 
value,  of  the  railroad  equipment  trust  certificates  held  by  the  gov- 
ernment, at  exact  cost  to  the  United  States  government  with  accrued 
interest. 

Immediately  upon  the  assembling  of  the  Congress  and  the  dis- 
cussion of  an  increase  in  the  surtax  to  a  maximum  of  50  per  cent,  all 
sales  of  these  securities  immediately  ceased.  It  is  fair  to  assume 
that  the  discussion  of  the  increased  surtaxes  was  intimately  related 
to  the  termination  of  the  market  for  railroad  equipments.  The  sales 
did  not  cease  because  of  the  exhaustion  of  the  supply  of  desirable 
securities  of  the  good  roads,  as  the  government  now  holds  $54  000  000 
par  value  of  the  equipment  trust  certificates  of  the  same  roads  of 
which  a  considerable  part  already  has  been  actually  disposed  of 

The  tax  situation  is  intimately  related  to  the  marketing  of  rail- 
road and  industrial  securities  on  a  reasonable  basis,  and  in  view  of 
my  previous  statement  I  am  writing  you  this  letter  because  I  am  not 
willing  to  be  responsible  for  any  plans  based  upon  the  expectation  of 
marketing  railroad  securities  on  a  6  per  cent  basis,  if  the  surtaxes 
are  to  be  raised  above  the  House  schedule. 

President  Harding  October  14  reiterated  his  intention  to 
apprise  Congress  of  his  desire  to  have  the  railroad  funding  bill 
passed  as  soon  as  possible.  He  made  that  declaration  in  answer 
to  a  suggestion  that  he  had  changed  his  plans  regarding  the  bill 
and  would  not  undertake  to  press  for  its  passage.  It  is  not  cer- 
tain, however,  that  he  will  address  Congress  formally.  It  is 
more  likely  that  he  will  merely  write  a  letter. 

The  Senate  committee  on  interstate  commerce  decided,  Oc- 
tober 18,  not  to  consider  the  funding  bill  because  the  vote  on 
the  treaty  with  Germany  was  scheduled  for  that  day.  There 
also  was  a  feeling  among  the  members  that  consideration  of 
the  measure  should  be  deferred  for  the  time  being  on  account 
of  the  general  railroad  situation  being  so  disturbed. 


PAYMENTS  TO  CARRIERS 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  Philadelphia  Belt  Line  Railroad  Com- 
pany, $2,931.03;  Savannah  Union  Station  Company,  $1;  Wil- 
mington Railway  Bridge  Company,  no  cash  payment;  Fourche 
River  Valley  &  Indian  Territory  Railway  Company,  $20,600; 
Dayton,  Toledo  &  Chicago  Railway  Company,  $20,000. 

The  payment  of  these  claims  on  final  settlements  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 

The  Treasury  has  paid  $5,000,000  to  the  New  York,  New 
Haven  &  Hartford  and  $1,000,000  to  the  Carolina,  Clinchfield 
&  Ohio  on  loan  certificates  issued  by  the  Commission. 


LAKE  CARGO  COAL  RATES 

The  Traffic   World   Washington  Bureau 

The  Bessemer  &  Lake  Erie  and  the  Wheeling  &  Lake  Erie 
have  extended  for  thirty  days  the  reduced  rate  on  lake  cargo 
coal,  so  that,  if  navigation  continues  after  the  end  of  October, 
there  will  be  coal  for  the  ships  to  carry  if  the  Northwest  desires 
more  fuel. 


LOAN   TO    K.   O.  &   G.   RAILWAY 

The  Kansas,  Oklahoma  &  Gulf  Railway  Company  has  ap- 
plied to  the  Commission  for  a  loan  of  $800,000  for  15  years,  to 
be  used  in  the  acquisition  of  500  coal  cars.  The  cost  of  the 
cars  will  not  be  known  until  the  company  has  called  for  bids, 
according  to  the  application. 


October  1'L', 
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Decisions  of  Interstate  Commerce  Commission 

,-«_ 


GARBAGE,  MINNEAPOLIS  TO  CRYSTAL,  MINN. 
A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11419,  Reservoir  Heights  Stock  Ranch 
vs.  Director-General,  opinion  No.  7167,  64  I.  C.  C.  57-8,  as  to  a 
rate  of  5  cents  per  100  pounds  on  garbage,  from  Minneapolis  to 
Crystal,  Minn.,  after  June  25,  1918,  to  February  21,  1919,  when 
a  rate  of  $2.75  was  established,  $15  per  car  minimum,  weight 
minimum  40,000  pounds.  The  Commission  held  the  five  cent 
rate  unreasonable  to  the  extent  it  exceeded  3.5  cents  per  100 
pounds,  40,000  minimum.  The  business  of  hog  feeding  was 
not  financially  successful  and  has  been  discontinued,  so  rep- 
aration was  the  only  question  at  issue. 


RATES    ON    COTTONSEED 

An  award  of  reparation  based  on  a  finding  of  unreasonable- 
ness has  been  made  in  No.  11348,  Empire  Cotton  Oil  Co.  vs. 
Atlantic  Coast  Line  et  al.,  opinion  No.  7170,  64  I.  C.  C.  64-66,  as 
to  rates  on  cottonseed,  from  points  in  Florida  to  Cordele,  Ga.,  on 
traffic  moving  January  17  and  May  10,  1919.  The  charges  col- 
lected were  based  on  joint  rates  that  exceed  the  lowest  com- 
binations. In  connection  with  the  case  the  Commission  denied 
fourth  section  relief,  to  the  extent  departures  from  the  Fourth 
Section  were  involved  in  the  case.  The  carriers  will  be  ex- 
pected to  line  up  their  rates  in  accordance  with  the  tenor  of 
the  decision  within  sixty  days. 


RATE  ON  APPLES  IN  BARRELS 

An  award  of  renaration  has  been  made  in  No.  11571,  Samuel 
D.  West  vs.  St.  Louis-San  Francisco  et  al.,  opinion  No.  7172, 
64  I.  C.  C.  69-70,  on  a  holding  that  a  rate  of  16.5  cents  on  apples 
in  barrels,  from  Westville,  Okla.,  to  Fayetteville,  Ark.,  imposed 
on  shipments  in  the  fall  of  1919,  was  unreasonable  because  and 
to  the  extent  that  it  exceeded  a  subsequently  established  rate 
of  10  cents. 


LIGNITE,  STANTON,  N.  D.,  TO  HECLA,  S.  D. 
The  Commission,  in  a  report  on  No.  11744,  J.  J.  Strehley 
vs.  Northern  Pacific  et  al.,  opinion  No.  7168,  64  I.  C.  C.  59-60, 
has  made  a  holding  of  unreasonableness  and  an  award  of  rep- 
aration on  account  of  a  rate  of  $2.65  on  lignite,  from  Stanton, 
X.  D.,  to  Hecla,  S.  D.,  in  December,  1918.  The  rate  was  sub- 


sequently reduced  to  $2.55  and  reparation  la  to  be  made  to  that 

basis. 


RATES  ON  COAL  TO  ROSE  HILL,  ILL. 
The  Commission  has  dismissed  No.  11880,  Merchants  Coal 
and  Coke  Co.  vs.  Director-General  et  al.,  opinion  No.  7174,  64 
I.  C.  C.  73-4,  holding  that  rates  imposed  on  lump  coal  from 
Eldnar  Mine  and  Canteen,  111.,  to  Rose  Hill,  111.,  and  from  Can- 
teen to  Junction  Park,  111.,  during  federal  control  were  not  un- 
reasonable. The  question  was  as  to  whether  the  complainant 
should  pay  the  rate  specified  over  the  route  selected  by  him,  to 
avoid  embargoes,  or  whether  the  lowest  rate  over  any  federally 
controlled  route  should  be  imposed.  The  Commission  said  the 
record  warranted  the  conclusion  that  all  the  cars  were  specific- 
ally routed  and  the  rates  Imposed  should  be  collected.  There 
was  no  variation  in  the  line-haul  rate,  but  after  arrival  at  Chi- 
cago the  charges  for  distribution  from  the  common  point  varied, 
hence  the  complaint.  The  report  also  covers  11880,  Sub  No.  1, 
Same  vs.  Director-General  et  al. 


ASPHALTUM  FROM  FRANKLIN,  PA. 
A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11535,  Atlantic  Refining  Company  vs. 
New  York  Central,  Director-General,  et  al.,  opinion  No.  7169, 
64  I.  C.  C.  61-3,  as  to  rates  on  petroleum  and  asphaltum  from 
Franklin,  Pa.,  to  intrastate  destinations  during  federal  control. 
The  Commission  found  that  the  rates  were  unreasonable  to 
the  extent  that  they  exceed  those  from  Oil  City  and  awarded 
reparation  to  that  basis. 


PEANUTS,  GREENWOOD,  FLA.,  TO  BAINBRIDGE,  GA. 
The  Commission  has  dismissed  No.  11870,  Empire  Cotton  Oil 
Company  vs.  Alabama,  Florida  &  Gulf,  Director-General,  et  al., 
opinion  No.  7173,  64  I.  C.  C.  71-2,  holding  that  the  rate  on  pea- 
nuts, carloads,  from  Greenwood,  Fla.,  to  Bainbridge,  Ga.,  in 
October  and  November,  1918,  was  not  unreasonable.  A  rate 
of  24  cents  was  imposed.  On  December  6,  1918,  a  rate  of  22 
cents  was  established  and  the  complainant  asked  reparation  to 
the  basis  of  that  subsequently  established  rate.  The  Commis- 
sion reiterated  that  the  unreasonableness  of  a  rate  is  not  estab- 
lished by  a  subsequent  reduction,  adding  that  such  other  evi- 
dence as  bad  been  adduced  in  this  case  was  insufficient  to 
warrant  condemnation. 


Tentative  Reports  of  the  Commission 


REPARATION  ON  VEGETABLE  OILS 

A  recommendation  of  unqualified  reversal  in  two  hotly  con- 
tested lines  of  cases,  the  Southport  Mills  and  Procter  &  Gamble, 
involving  reparation  that  has  been  estimated,  unofficially,  at  about 
$1,000,000,  has  been  made  by  Examiner  F.  W.  McM.  Woodrow. 
He  made  No.  10405,  Southport  Mill,  Ltd.,  vs.  Director-General, 
Chicago  &  Northwestern  et  al.,  the  vehicle  for  his  recommenda- 
tion that  the  Commission  hold  the  rates  on  copra  and  palm 
kernel  products  not  unreasonable  and  that  no  damage  had  been 
shown  by  the  alleged  undue  prejudice.  The  other  case  is  No. 
10559,  Procter  &  Gamble  Co.  vs.  Cincinnati,  New  Orleans  & 
Texas  Pacific,  Director-General,  et  al. 

Woodrow  recommends  .that  both  lines  of  cases  be  dismissed. 
In  the  Procter  &  Gamble  case  he  suggests  the  use  of  the  word 
"reversed."  The  original  report  in  the  Southport  case  is  car- 
ried in  55  I.  C.  C.  154,  under  date  of  September  30,  1919.  The 
report  in  the  Procter  &  Gamble  case  is  carried  in  55  I.  C.  C.  108. 

Fifteen  months  after  the  Commission  had  held  the  rates 
unreasonable,  on  a  supplemental  petition  for  rehearing,  filed  by 
John  F.  Finerty,  for  the  Railroad  Administration,  after  it  had 
i  denied  the  original  application,  the  Commission  opened  the 
whole  record  for  proceedings  de  novo.  It  is  on  the  wholly  re- 
opened cases  that  Woodrow's  recommendation  is  based. 

In  the  event  the  Commission  should  follow  his  advice,  it  is 
probable  several  railroads  would  have  to  sue  for  the  return  of 
money  paid  by  them,  by  way  of  reparation,  on  the  original 
orders.  Shippers  would  be  asked  to  return  money  which  the 
railroads  hart  paid  them  on  the  order  of  the  Commission.  The 
Railroad  Administration  has  not  made  reparation,  Finerty  taking 
the  ground  that  the  Commission  had  made  a  mistake  and  that 
the  complinants  were  not  really  damaged,  so  they  should  not 
have  any  of  the  money  the  railroads  earned  for  the  government 
in  the  period  of  federal  control. 


The  Southern  Railway,  not  a  party  to  the  suit,  has  been 
making  reparation,  in  accordance  with  the  existing  orders  in 
the  two  cases,  by  means  of  proceedings  on  the  special  or  in- 
formal docket.  Not  being  a  party  to  the  case,  that  company 
and  those  like  it,  if  any  there  are,  could  have  ignored  the  fact 
that  the  Commission  had  condemned  the  rates  it  collected,  as 
unreasonable  and  forced  shippers  to  bring  formal  complaint 
within  one  year  from  the  end  of  federal  control.  If  the  finding 
is  reversed,  it  is  believed  the  Southern  will  have  to  re-collect 
the  money  returned  by  it  to  shippers,  although  the  latter,  if 
the  Commission  should  again  change  its  mind,  could  not  recover 
from  the  Southern  or  any  other  company  because  they  had  not 
filed  complaints  within  one  year  from  the  end  of  federal  con- 
trol. 

Reparation  in  the  comparatively  few  shipments  of  copra 
and  palm  kernel  products  involved  in  the  two  lines  of  cases,  it 
is  believed,  will  not  exceed  $12,000  or  $15,000.  But  it  has  been 
the  custom  of  the  carriers  to  refund  to  all  shippers,  under  like 
conditions  and  circumstances,  even  if  the  shippers  had  not  filed 
formal  complaints,  by  resort  to  the  informal  docket. 

In  the  further  hearings  held  on  the  reopened  cases,  the 
shippers  practically  stood  pat  on  the  prior  record  as  made  by 
them  and  the  order  of  the  Commission.  The  re-opening  was 
ordered  so  long  after  the  original  order  had  been  issued  that 
shippers  had  made  arrangements  to  sue  in  the  courts  because 
the  Railroad  Administration  had  not  obeyed  the  order  of  the 
Commission.  Whether  the  re-opening  of  the  case  had  the  effect 
of  staying  the  statutes  limiting  the  time  in  which  suits  might 
be  filed,  is  one  of  the  law  questions  not  involved  in  the  cases. 

Considerable  heat  was  produced  by  the  friction  at  the  fur- 
ther hearings  on  account  of  the  Railroad  Administration's  the- 
ory that  the  case  in  behalf  of  the  Director-General  had  not  been 
fully  developed  because  the  shippers,  in  effect,  had  warned  the 
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railroad  traffic  officials  upon  whom  the  Director-General  would 
have  to  depend  for  the  making  of  his  case,  that  if  they  did  not 
obey  the  order  of  the  Commission  and  make  reparation,  or  if 
they  testified  in  behalf  of  the  Director-General,  they  would  be 
made  to  suffer  the  loss  of  traffic.  Finerty  put  into  the  record 
copies  of  letters  written  by  the  Southport  Mills  in  which  it 
was  suggested  that  it  would  be  only  human  nature  for  that  com- 
pany to  favor  the  lines  which  paid  the  reparation  claims,  with- 
out suit.  The  orders  in  the  case  run  against  both  the  Director-' 
General  and  the  railroad  corporations,  hence  the  letters  to  the 
railroad  corporations  asking  whether  they  would  or  would  not 
pay,  without  being  sued. 

The  Commission,  in  its  original  report  in  the  Southport  Mill 
case,  held  the  rates  on  copra  and  palm  kernel  products  from 
New  Orleans,  Baton  Rouge  and  Rolling  Fork,  Miss.,  to  various 
destinations,  were  unreasonable  because  and  to  the  extent  that 
they  exceeded  like  products  of  cottonseed.  In  the  Procter  & 
Gamble  case  it  held  that  the  rate  on  copra  oil  from  Ivorydale,  O., 
to  Macon,  Ga.,  was  unreasonable  because  the  full  class  rate  and 
not  on  the  commodity  basis  used  in  making  rates  on  cottonseed 
oil. 

The  Railroad  Administration  contended,  and  Woodrow  thinks 
the  Commission  should  agree  with  it,  that  even  the  class  rates 
from  the  Mississippi  Valley  points  were  greatly  depressed  on 
account  of  water  competition  and  that  in  relation  to  them  the 
commodity  rates  on  cottonseed  products  were  below  the  rela- 
tionship that  existed,  in  many  other  kinds  of  traffic,  between 
the  applicable  class  and  commodity  rates.  Finerty  showed  that 
the  cottonseed  and  cottonseed  product  rate  bases  were  made 
when  cottonseed  was  a  nuisance  and  a  waste  product  of  cotton 
ginning,  whereas  copra  never  has  been  a  waste  product.  At  the 
time  of  the  movement,  however,  cottonseed  oil,  if  not  other 
products,  was  more  valuable  than  copra  oil. 

The  examiner  devoted  some  attention  to  the  Finerty  charge 
about  traffic  reprisal,  saying: 

The  Director-General  has  termed  these  letters,  all  of  which  are 
in  the  record,  as  "threats  of  traffic  reprisals."  He  says  that  not  only 
has  each  individual  carrier  had  its  future  business  jeopardized  by 
resisting  the  reparation  award,  but  complainant's  action  has  made 
each  carrier  exceedingly  reluctant  to  defend  these  cases,  and  has 
thus  interfered  materially  with  the  Railroad  Administration's  defense 
thereof.  A  witness  testified  that  the  ability  of  large  shippers,  such 
as  complainant,  to  withhold  traffic  from  a  carrier  was  largely  re- 
sponsible, in  his  opinion,  for  the  continued  low  level  of  the  cottonseed 
products  rates,  because  each  carrier  seemed  afraid  to  initiate  the 
movement  to  increase  the  rates.  The  letters  speak  for  themslves. 
Although  not  unlawful,  they  are  subject  to  criticism. 


RATES    ON    CRUDE    PETROLEUM 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  J.  T.  McGrath  in  a  report 
on  No.  12265,  Empire  Refineries  Co.,  Inc.,  et  al.  vs.  Texas  & 
Pacific  et  al.,  as  to  rates  on  crude  petroleum  from  Brownwood 
and  Ranger,  Tex.,  Oil  City,  Lewis  and  Homer,  La.,  to  Inde- 
pendence, Kan.,  and  from  Brownwood  to  Okmulgee,  Okla.  He 
recommended  a  holding  that  the  rates  on  crude  from  Lewis  to 
Okmulgee  were  and  are  not  unreasonable.  The  complaint  cov- 
ered shipments  moving  in  1918  and  1919.  McGrath  said  the 
Commission  should  hold  the  rates  from  Brownwood,  Ranger, 
Oil  City  and  Lewis  to  Independence  unreasonable  to  the  extent 
that  they  exceed  27%  and  that  the  rate  from  Homer  to  Inde- 
pendence was  unreasonable  to  the  extent  that  it  exceeded  30 
cents. 


RATES  ON    IMPORTED    IRON   ORE 

Examiner  Richard  T.  Eddy  has  recommended  a  holding  of 
unreasonableness  as  to  rates  on  imported  iron  ore  from  Balti- 
more and  Boston  to  Ivorydale,  O.,  in  a  report  on  No.  12434, 
Procter  &  Gamble  Co.  vs.  Baltimore  &  Ohio  et  al.  He  recom- 
mended reparation  and  the  establishment  of  the  railroad  pro- 
posed rates  of  $4.76  from  Baltimore,  $4.96  from  Philadelphia 
and  $5.36  from  New  York  and  Boston.  The  shipments  on  which 
complaint  was  filed  took  place  between  February  22,  1919,  and 
May,  1920.  Charges  from  Baltimore  were  collected  at  the  rate 
of  29  cents  per  100  pounds,  Boston  29  V2  and  32%  cents  per  100 
pounds. 


DEMURRAGE  LEGALLY  APPLICABLE 
Examiner  P.  J.  McGrath  has  advised  the  Commission  to 
dismiss  No.  11468,  Bartlesville  Zinc  Co.  vs.  Director-General,  on 
the  ground  that  demurrage  charges  assessed  at  Blackwell,  Okla., 
on  ore,  coal  and  other  commodities  moving  between  January  and 
August  were  legally  applicable  and  not  unreasonable. 


DEMURRAGE  ON   LUMBER 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Richard  T.  Eddy,  in  a  report  on  No.  12430,  M.  B.  Farrin  Lumber 
Co.  vs.  Missouri  Pacific  et  al.,  after  the  carrier  had  refunded 
illegally  co'lected  demurrage  charges  on  a  carload  of  gum  lum- 
bor  shipped  from  Hugo,  Ark.,  to  Chicago.  The  carrier  that 
delivered  the  shipment  collected  $340  as  demurrage,  which  was 
alleged  to  have  accrued  at  Chicago  and  at  points  short  of  the 
delivery  point  designated  in  the  billing. 


RATES   ON   ARMY   TENTS 

Examiner  Eddy  has  recommended  the  dismissal  of  No.  12513, 
Carnie-Goudie  Mfg.  Co.  vs.  A.  T.  &  S.  F.  et  al.,  on  a  holding  that 
the  rates  on  a  large  number  of  shipments  of  used  tents  from 
a  number  of  army  camps  and  supply  bases  to  its  place  of  busi- 
ness in  Kansas  City  in  1919  or  1920  were  not  unreasonable  or 
otherwise  unlawful. 


RATES   ON    ZINC   ORE 

Examiner  Harris  Fleming  has  recommended,  in  a  report  on 
No.  11706,  Weir  Smelting  Co.,  Caney,  Kan.,  against  the  Director- 
General,  Miami  Mineral  Belt,  et  al.,  that  the  prior  rates  on  zinc 
ore  from  points  on  the  Mineral  Belt  &  Northeast  Oklahoma 
to  Caney,  Kan.,  be  held  not  unjustly  discriminatory  or  unduly 
prejudicial  or  in  violation  of  section  4,  but  that  the  present 
rates  are  unreasonable  because  and  to  the  extent  that  they 
exceed  10.5  cents  over  route  No.  1  and  to  the  etxent  that  they 
exceed  12  cents  over  routes  Nos.  2  and  3.  He  recommended 
reparation  down  to  the  bases  indicated. 


LOG  CAR  SERVICE  ON  C.  M.  &  ST.  P. 

The  complaint  of  the  Norton  Lumber  Company  against  the 
St.  Paul  road,  in  docket  No.  13008,  hearing  on  which  was  begun 
before  Examiner  Bartell,  in  Chicago,  October  19,  asks  the  Com- 
mission to  order  the  defendant  to  provide  adequate  "methods, 
facilities,  and  service"  for  the  transportation  of  logs  and  asks 
damages  because  of  insufficient  car  supply  and  improper  equip- 
ment furnished  the  lumber  company  for  the  transportation  of 
logs  from  its  timber  land,  located  on  the  Superior  division  of 
the  C.  M.  &  St.  P.,  on  the  upper  peninsula  of  Michigan.  W.  C. 
Anderson,  secretary  and  treasurer  of  the  complaining  company, 
said  it  cost  his  firm  between  $3.50  and  $4.50  a  car  to  prepare 
logs  for  shipment  on  flat  cars,  because  they  had  to  be  secured 
with  stakes  and  wire.  In  addition  to  the  expense,  he  said,  this 
method  of  loading  was  slow  and  hazardous.  All  these  disad- 
vantages would  be  overcome,  he  said,  if  the  St.  Paul  road  would 
provide  so-called  patent-stake  cars,  to  which  stakes  and  chains 
are  attached.  Other  lines  furnish  these  cars,  according  to  Mr. 
Anderson,  but  his  company  being  located  only  on  the  C.  M.  & 
St.  P.  had  to  rely  on  the  expensive  and  inefficient  "stake-and- 
wire"  method.  He  said  that  if  he  could  be  sure  that  the  railroad 
would  always  return  the  same  cars  his  company  would  be  glad 
to  furnish  the  patent-stake  equipment  for  the  cars. 

According  to  Mr.  Anderson's  figures,  the  Norton  company 
shipped  160  cars  of  logs  in  the  15  logging  months  of  1919  and 
1920.  In  the  spring  of  1920,  however,  he  said  the  railroad  with- 
drew a  large  number  of  flat  cars  from  the  logging  service,  on 
account  of  the  shortage  of  equipment  in  other  locations,  leaving 
the  logging  company  without  cars  sometimes  for  several  days 
at  a  time.  During  all  this  time,  he  said,  there  were  men  and 
machines  enough  in  the  woods  to  load  12  cars  every  day.  Due 
to  the  inability  to  load,  Mr.  Anderson  said  that  his  company  lost 
a  number  of  lucrative  contracts. 

J.  N.  Davis,  attorney  for  the  St.  Paul  road,  protested  against 
the  short  time  which  the  Commission  had  allowed  to  elapse 
between  the  filing  of  the  complaint  and  the  hearing  date.  "I 
tried  to  get  a  postponement  several  times,"  he  said,  "but  was 
unsuccessful.  In  a  cas.e  of  this  kind  a  great  deal  of  detail  work 
is  necessary,  and  because  of  the  limited  time  I  will  not  be  able 
to  present  so  complete  a  case  as  I  had  hoped.  We  will,  how- 
ever, do  the  best  we  can  under  the  circumstances." 

Lumbermen,  who  represented  companies  owning  woodland 
along  the  line  of  the  St.  Paul  road  on  the  upper  Michigan  penin- 
sula, continued  to  testify  most  of  the  second  day,  at  the  hearing 
on  No.  13008.  These  men  all  complained  about  the  small  number 
of  cars  which  the  St.  Paul  has  in  service  on  its  Superior  division 
and  the  poor  state  of  repairs  in  which  these  cars  are  kept. 

J.  W.  Wells,  vice-president  and  manager  of  the  Wells  Lum- 
ber Company,  said  it  had  been  necessary  for  his  company  to 
lease  100  flat  cars  from  another  railroad  for  use  the  latter  part 
of  1920.  "During  the  early  part  of  that  year,"  he  said,  "it  fre- 
quently happened  that  for  days  at  a  time  we  got  no  cars  at  all. 
We  had  to  shut  down  our  operations  four  times  during  two 
months,  and  those  shut-downs  were  very  expensive.  So  we  finally 
decided  to  lease  these  cars  at  our  own  expense.  It  cost  us,  in 
all,  $5,000." 

Mr.  Wells  said  that  it  cost  his  company  $25,000  a  year  to 
load  cars  by  the  stake-and-wire  method.  He  said  that  they  had 
frequently  asked  the  St.  Paul  road  for  permission  to  equip  such 
cars  as  were  used  in  their  service  with  patent  stakes  at  thpir 
own  expense  and  have  been  refused.  "At  one  time,"  said  the 
witness,  "we  did  equip  some  St.  Paul  road  cars  with  patent  stakes 
only  to  have  a  number  of  them  lost  and  other  cars  sent  out 
to  the  far  west  and  to  other  parts  of  the  country  carrying  our 
equipment." 

The  situation  of  the  Wells  Lumber  Company,  according  to 
the  witness,  was  even  more  favorable  for  the  railroad  than  that 
of  most  of  the  other  timber  cutters,  because,  in  addition  to  its 
logging  operations,  it  operates  a  sawmill  at  Menominee  to  which 
all  the  cut  logs  moved.  Both  points  are  on  the  St.  Paul  road 
(Continued  on  page  858) 


October  ^2,  1921 


THE    TRAFFIC     WORLD 


THE   RAILROAD   STRIKE 

The  half-million  train  service  employes  of  the  railroads, 
who  are  members  of  the  so-called  "Big  Four"  brotherhoods  and 
the  Switchmen's  Union  of  North  America,  have  been  ordered 
by  their  chief  executives  to  strike,  beginning  October  30.  At  the 
time  this  was  written,  late  October  21,  there  seemed  to  be  little 
doubt  but  that  the  order  would  be  carried  out. 

Following  an  unsuccessful  attempt  on  the  part  of  the  Labor 
Board  to  make  the  brotherhood  leaders  alter  their-  determina- 
tion to  carry  the  strike  through,  an  order  was  issued  by  HIP 
board,  shortly  after  noon,  October  21,  citing  the  brotherhoods 
to  appear  before  it  to  give  cause  why  they  should  not  be  held 
in  violation  of  decision  No.  147,  the  wage  cut  order  of  last  July, 
and  assuming  jurisdiction  of  the  strike  dispute  under  the  statute 
as  one  "likely  substantially  to  interrupt  commerce."  Hearing 
on  the  order  is  to  be  held  October  26. 

The  order,  which  was  issued  in  the  form  of  a  resolution, 
follows: 

Whereas.  It  has  come  to  the  knowledge  of  the  United  States 
Railroad  Labor  Board  that  a  dispute  ex'sts  between  the  following 
rnrriers  and  the  following  organization  of  their  employes  (here  are 
srt  out  the  names  of  all  Class  I  roada  and  tho  five  brotherhoods  In 
full);  and 

Whereas,  Information  has  come  to  this  board  that  a  conference 
was  held  In  Chicago  on  the  14th  day  of  October,  1921,  between  cer- 
tain of  the  exc  cutives  of  said  carriers  and  certain  executives  of  the 
organization  of  said  employees,  relative  to  the  matters  in  dispute,  at 
which  conference  no  agreement  was  reached;  and 

Whereas,  Immediately  following  said  conference  it  was  announced 
through  the  public  press  that  the  executives  of  said  organization  of 
railway  employes  had  issued  and  sent  out  to  the  members  thereof, 
orders  or  written  authority  to  strike,  and  that  a  strike  vote  had  been 
taken  on  the  lines  of  the  carriers  mentioned;  and 

Whereas.  The  board's  information  is  to  the  effect  that  said  strike 
is  threatened  on  two  grounds: 

1.  In  opposition  to  the  wage  reduction  in  decision  No.  147  of  the 
the  board,  and 

2.  On  account  of  an  unsettled  dispute  both  as  to  wages  and  work- 
ing conditions: 

Be  It  Resolved  by  the  United  States  Railroad  Labor  Board: 
1st — That  in  so  far  as  said  threatened  strike  is  in  opposition  to.  and 
in  violation  of,  decision  No.  147  of  this  board,  the  above-named  labor 
organizations  on  each  of  said  carriers  be  and  are  hereby  cited  to 
appear  before  this  board  for  hearing  as  to  the  question  of  whither 
or  not  they  have  violated  or  are  violating  decision  No.  147;  and 
2nd— That  in  so  far  as  said  threatened  strike  is  the  result  of  a  dispute 
between  said  carriers  and  their  organization  of  employes  concerning 
wages  and  rul<  s  and  working  conditions,  this  board  hereby  assumes 
jurisdiction  of  said  dispute  on  statutory  ground  that  it  "is  likely 
substantially  to  interrupt  commerce,"  and  said  carriers  and  said 
organizations  of  employes  are  hereby  cited  to  appear  before  this 
board  at  Chicago.  111.,  for  a  hearing  of  said  dispute.  The  hearing 
on  both  the  foregoing  matters  is  set  for  Wednesday,  October  26,  1921, 
at  10  a.  m. 

Be  it  further  Resolved,  That  the  secretary  of  the  board  notify 
each  of  said  carriers  and  its  organizations  of  employes,  both  by  wire 
and  by  mail,  of  the  date  of  said  hearing  and  furnish  each  of  them 
with  copy  of  this  resolution. 

Be  it  further  Resolved,  That  both  parties  of  said  dispute  are 
hereby  directed  to  maintain  the  status  quo  on  the  property  of  said 
carriers,  until  said  hearing  and  decision,  by  order  of  the  United 
States  Railroad  Labor  Board. 

The  supposition  that  labor  leaders  were  withholding  any  an- 
nouncement of  the  result  of  the  union's  recent  strike  vote  until 
the  action  taken  by  the  railway  executives  at  their  Chicago 
meeting,  October  14,  became  known,  and  until  the  Labor  Board 
expressed  its  views  on  the  piece  work  question,  was  borne  out, 
October  14,  when,  at  what  appeared  to  be  the  psychological  mo- 
ment, and  within  an  hour  after  the  board  had  issued  an  order 
on  piece  work  rules,  the  five  brotherhood  general  chairmen  sent 
a  message  to  the  railway  executives  asking  a  conference. 

This  request  was  granted,  and  immediately  after  the  close 
of  the  meeting  of  the  railway  executives  a  committee  of  five  of 
them  met  with  the  labor  chairmen.  It  became  known,  after  this 
meeting,  that  the  labor  leaders  had  presented  to  the  executives 
the  same  demands  that  were  made  in  July,  the  refusal  to  comply 
with  which,  on  the  part  of  the  railroad  corporations,  was  followed 
by  the  strike  vote  recently  completed.  These  demands  included 
the  rescinding  of  wage  cuts  put  into  operation  on  July  1,  the 
promise  not  to  seek  further  cuts,  and  the  re-establishment  of  the 
overtime  rules  contained  in  the  national  agreements.  In  an- 
swer to  these  demands,  the  brotherhood  chairmen  were  presented 
with  copies  of  Chairman  Cuyler's  statement,  which  said  that  a 
further  cut  was  to  be  asked  in  order  to  permit  a  reduction  in 
railroad  rates.  Labor  leaders  left  the  conference  tight-lipped 
but  pointing  to  the  overwhelming  strike  vote  in  their  possession 
as  an  indication  of  what  might  follow. 

Although  the  Board's  recent  decision  on  piece  work  simply 
relegates  the  matter  to  individual  roads  and  their  employes  for 
conference,  and  was  at  best  a  left-handed  victory  for  the  rail- 
road corporations,  it  pained  the  labor  leaders  deeply,  for  they 
had  hoped  that  the  board  would  continue  in  operation  the  na- 
tional agreement  rules  forbidding  piece  work  as  a  basis  for 
wages. 

The  strike  call  followed  the  refusal  of  the  railroad  executives 
to  roconplder  the  determination,  expressed  at  their  Chicago 
meeting,  October  14.  to  ask  for  a  further  10  per  cent  cut  in 
wages  in  order  to  make  a  reduction  in  rates  possible.  The  sfriko 
vote  of  the  unions  was  based  on  the  12  per  cent  cut  allowed 
by  the  Labor  Board  last  July  and  it  is  on  that  issue,  ostensibly, 
that  the  strike  has  been  ordered.  Labor  leaders  have  pointed 
out  at  various  times  that  this  vote  merely  placed  It  in  their 


power  to  use  their  discretion  in  (he  mallei,  ami,  wince  the  walk- 
out ordered  followed  closely  their  unmircesuful  attempt  to  get 
the  executives  to  refrain  from  asking  for  further  wage  cuts,  It 
appears  that  the  real  Issue  in  not  the  12  per  cent  cut  already 
made,  but  the  10  per  cent  cut  threatened. 

The  strike  on  the  Internal. onal  A  Northern,  a  Texas  road, 
will  oegin  at  noon,  October  22.  The  rest  of  the  roads  of  the 
country  are  divided  Into  four  groups,  the  workers  on  the  first 
of  which  are  to  strike  at  6  a.  m.,  October  30,  to  be  followed  by 
those  on  the  other  three  groups  at  Intervals  of  48  hours.  The 
roads  constituting  the  first  group  are  as  follows: 

Chicago  &  Northwestern,  Chicago,  Milwaukee  £  St.  Paul 
(except  Chicago,  Terre  Haute  &  Southeastern),  Southern  Pacific 
(Atlantic  system,  Including  Houston,  east  and  west,  Texas  A 
Houston  and  Texas  Central),  Northern  Pacific,  Missouri  Pacific, 
Southern  Railway  (lines  east  and  west),  Seaboard  Air  Line,  Vir- 
ginian Railroad,  San  Diego  &  Arizona,  Kansas  City  Southern, 
St.  Louis  Southwestern  (Cotton  Belt),  International  A  Great 
Northern,  Texas  &  Pacific. 

The  names  of  the  roads  which  are  to  constitute  groups  two 
and  three,  and  on  which  the  walk-outs  are  scheduled  for  No- 
vembrr  1  and  3,  respectively,  were  given  out  October  17.  Group 
one,  which  is  to  be  affected  October  30,  was  amended  to  Include 
the  Kansas  City  Southern  and  the  Texas  &  Pacific.  The  Louis- 
ville &  Nashville  was  transferred  from  that  group  to  group  two, 
which  inc'udes  the  following:  New  York,  New  Haven  &  Hart- 


CHANDLER  WIRES  THE  PRESIDENT 

W.  H.  Chandler,  of  Boston,  president  of  the  National  In- 
dustrial Traffic  League,  October  20  sent  the  following  tele- 
gram to  President  Harding: 

"Have  just  wired  Chairman  Barton,  of  the  Labor  Board, 
as  follows: 

Your  board  has  summoned  union,  labor  leaders  for  confer- 
ence Chicago  today  to  discuss  terms  of  settlement  of  strike  on 
reported  basis  that  carriers  translate  twelve  per  cent  wage  re- 
duction of  July  first  into  reduced  freight  rates,  and  that  carriers 
agree  n^,t  to  petition  Labor  Board  for  any  further  reduction  in 
wages  for  certain  period  of  time  not  stated,  and  that  unions 
agree  not  to  strike.  National  Industrial  Traffic  League  be- 
lieves business  prosperity  cannot  obtain  until  railway  rates  have 
been  reduced,  and  that  late  reductions  cannot  be  made  until 
railway  costs  have  been  reduced.  Reduction  of  freight  rates 
should  be  made  possible  by  reductions  frtm  time  to  time  in 
wages  of  employes  as  the  cost  of  the  necessaries  of  life  and  the 
wages  of  other  working  men  are  reduced.  Any  action  on  part 
of  Labor  Board  which  prevents  reduction  of  transportatkn 
costs  will,  in  our  opinion,  be  harmful  to  country.  On  behalf  of 
very  large  body  of  shippers,  members  of  this  organization,  lo- 
cated throughout  the  country,  we  protest  any  action  which 
interferes  in  any  way  with  carrying  out  a  well-deflncd  program 
for  simultaneous  reductions  in  rates  and  wages  as  conditions 
justify  the  same,  and  believe  It  is  far  better  to  have  the  strike 
now  and  get  this  question  settled  rightly  than  to  effect  any 
compromise  destructive  of  program  outlined.  We.  therefore, 
urge  that  no  action  be  taken  by  the  Labor  Boaid  that  will 
preclude  the  determination  on  its  merits  of  an  application  made 
by  carriers  for  further  reduction  of  railroad  labor  costs. 

"We  believe  this  to  be  the  sentiment  of  a  vast  majority 
of  the  people  who  will  be  directly  pffertrd  by  th»  strike, 
and  we  urge  the  administration  to  stand  firm  on  the  prin- 
ciples we  advocate." 


ford;  Delaware  &  Hudson;  Chicago  &  Eastern  Illinois;  St. 
Louis  San  Francisco  (entire  system);  Louisville  &  Nashville- 
Nickel  Plate;  Erie;  Atchison,  Topeka  &  Santa  Fe  (entire  sys- 
tem); Atlantic  Coast  Line;  Buffa'o,  Rochester  &  Pittsburgh- 
Delaware,  Lackawanna  &  Western;  Lehigh  Valley;  Nashville, 
Chattanooga  &  St.  Louis. 

The  following  lines  are  included  in  group  three:  Minneap- 
olis &  St.  Louis;  Burlington  system;  Chesapeake  &  Ohio;  New 
York  Central  Lines;  Boston  &  Albany;  Baltimore  &  Ohio;  West- 
ern Pacific;  Denver  &  Rio  Grande;  Chicago  &  Alton;  Illinois 
C^nt>-al:  Yc7oo  &  Miss'ssippi  ValKv;  Soo  Tin":  Gre,->t  Northern- 
Lake  Erie  &  Western;  Cleveland,  Cincinnati,  Chicago  £  St.  Louis'. 

Group  four,  which  is  to  be  affected  November  5,  includes 
all  the  other  roads  of  the  country. 

The  board's  entrance  into  the  situation,  as  a  potential  peace- 
making body,  was  made  on  October  18,  when,  at  the  request 
of  Chairman  Barton,  who  was  at  that  time  in  Washington  with 
the  other  two  public  members  of  the  board,  an  invitation  was 
extended  to  the  five  brotherhood  chairmen  to  confer  with  the 
board  on  October  20.  On  the  return  of  the  three  public  mem- 
bers of  the  board  from  Washington  the  report  gained  credence 
that  it  had  been  delegated  by  the  President  to  try  to  convince 
the  two  opposing  sides  that  its  plan  for  rate  reductions  and  a 
postponement  of  further  wage  requests  in  return  for  th»  rescind- 
ing of  the  strike  order  was  a  good  one.  The.  scheduled  con- 
ference took  place  in  the  hoard's  hearing  room  in  Chicago. 

After  nearly  five  hours'  discussion  beh'nd  closed  doors  the 
conference  of  Labor  Board  members  and  brotherhood  chiefs 
adjourned,  late  October  20,  without  having  achieved  any  marked 
results.  The  only  official  statement  given  out  was  one  of  a 
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few  sentences,  hurriedly  penciled  by  Ben  W.  Hooper,  public 
member,  and  agreed  on  by  the  conferees  before  the  door  was 
opened.  It  read: 

"There  has  been  a  full  and  frank  discussion  of  the  situation. 
The  Labor  Board  and  the  brotherhood  chiefs  exchanged  views 
in  a  perfectly  pleasant  way.  The  interview  was  beneficial,  but 
we  cannot  say  that  any  definite  results  were  obtained." 

For  the  brotherhoods,  the  only  expression  forthcoming  was 
a  statement  by  W.  G.  Lee,  president  of  the  Brotherhood  of 
Railway  Trainmen,  to  the  effect  that  the  "situation  remained 
unchanged."  "We  stood  pat,"  he  said.  "There  will  be  a  strike." 

Chairman  Barton,  after  the  conference,  refused  to  say  what 
the  next  move  by  the  board  would  be.  "There  will  be  no  more 
meetings  with  the  brotherhood  chiefs,"  he  said,  "and  it  is  im- 
possible to  say  at  present  if  we  will  invite  the  railroad  presidents 
to  confer." 

"Will  steps  be  taken  to  order  the  unions  to  show  why  a 
strike  will  not  be  in  violation  of  your  wage  reduction  order  of 
last  July?"  he  was  asked. 

"Until  we  have  held  an  executive  meeting  there  will  be 
nothing  to  add  to  what  Mr.  Hooper  has  given  out,"  he  answered. 

The  impression  left  by  the  board  members  was  that  it  was 
thought  hopeless  to  deal  further  with  the  brotherhoods.  There 
remained,  however,  the  so-called  standard  unions,  eleven  in 
number,  with  which  it  may  be  easier  to  reason.  At  any  rate, 
there  has  been  nothing  to  indicate  that  the  board  has  thrown 
up  its  hands  and  called  it  a  hopeless  job.  It  was  expected  that 
after  an  executive  session,  probably  to  be  held  October  21,  some- 
thing more  of  the  future  plans  of  the  board  would  be  made 
known. 

For  a  time,  late  in  the  afternoon,  it  looked  as  if  some  sort 
of  agreement  would  be  reached.  When  the  conference  recessed 
at  4:45  nothing  was  said,  officially,  except  that  it  would  re- 
convene at  7  o'clock.  The  brotherhood  chiefs,  however,  imme- 
diately repaired  to  their  hotel  in  a  body  and  retired  to  confer 
among  themselves.  It  was  inferred  from  this  that  the  board 
had  laid  some  definite  proposition  before  them — probably  that 
advanced  by  the  public  members  as  a  solution  in  Washington— 
and  that  the  labor  leaders  had  promised  to  consider  it  and 
report  their  decision  at  the  evening  session. 

Early  in  the  week  there  were  rumors  of  an  impending  split 
between  the  brotherhoods  and  the  so-called  standard  unions, 
affiliated  for  the  most  part  with  the  American  Federation  of 
Labor.  B.  M.  Jewell,  president  of  the  railway  employes'  de- 
partment of  the  A.  F.  of  L.,  has  repeatedly  stated  that  he  op- 
posed a  strike,  but  denied  these  rumors.  Conferences  were 
held  in  Chicago  during  the  week  at  which  the  general  chairmen 
of  these  organizations  were  in  attendance,  but  it  was  supposed 
that  their  decision  would  be  withheld  until  the  result  of  the 
board-brotherhood  parley  was  known.  The  strike  policy  of 
these  unions  was  not  definitely  known  as  this  was  written,  al- 
though it  is  considered  certain  that  they  would  follow  the 
brotherhoods. 

Dispatches  from  San  Antonio  stated  that  local  brotherhood 
officials  had  been  advised  by  their  chiefs  to  carry  out  strike 
plans  as  arranged.  These  contemplate  a  walk-out  on  the  Inter- 
national &  Great  Northern  to  take  place  at  noon  October  22. 

The  American  Railroad  Men's  Association,  a  fraternal  organ- 
ization, with  10,000  members  among  the  yardmasters,  yardmen 
and  switchmen,  issued  an  appeal  from  its  headquarters  in  Mil. 
waukee,  October  20,  calling  on  the  brotherhoods  to  withdraw 
their  strike  order.  The  statement  urged  the  members  of  the 
association  to  remain  at  work. 

Railroad  executives  are  of  the  opinion  that  enough  loyal 
employes  will  remain  at  work,  in  case  of  a  strike,  to  make  it 
possible  to  handle  passenger,  mail  and  milk  trains  with  the 
help  of  such  former  employes  as  can  be  re-employed  and  such 
new  men  as  can  be  hired.  Some  eastern  roads,  such  as  the 
Lehigh  Valley  and  the  Central  of  New  Jersey,  have  already 
begun  to  advertise  for  men  for  "permanent  positions."  •  Other 
roads  are  expected  to  do  so  within  the  next  few  days. 

A  meeting  of  western  railroad  executives  was  called  for 
the  afternoon  of  October  21  in  Chicago,  but  at  the  time  of  this 
writing  no  advice  as  to  the  plans  adopted  at  that  meeting  was 
available.  It  was  not  expected  to  adjourn  until  a  late  hour. 


ERIE  OFFICER  WANTS  STRIKE 

F.  D.  Underwood,  president  of  the  Erie  Railroad,  expressed 
a  hope  that  the  proposed  railroad  strike  would  be  carried  out. 
The  real  purpose  of  the  strike,  he  said,  was  to  bring  about  gov- 
ernment ownership,  a  question  which  ought  to  be  settled  at 
present,  once  for  all. 

"It  should  be  understood,"  Mr.  Underwood  said,  "that  the 
present  strike  movement  so  prominently  before  the  public,  anal- 
yzed, amounts  to  this:  It  is  different  from  any  other  strike  in 
that  it  is  not  directed  against  the  railways,  but  against  the 
verdict  of  a  body  constituted  by  Congresa,  who,  after  a  hearing, 
fixed  wages,  not  at  the  instance  of  the  interested  parties,  but 
founded  on  conditions  developed  by  evidence. 

"We  are  back  at  the  old  junction;  are  a  minority  to  starve 
and  inconvenience  their  paymasters,  the  public,  for  the  reason 


that  a  board  of  umpires,  on  which  they  (the  men)  were  repre- 
sented, fail  to  suit  their  views?  It  is  really  a  government  affair, 
inasmuch  as  both  rates  and  conditions  were  inaugurated  by  a 
tribunal  entirely  apart  from  the  railroads." 

ECONOMIC  DISTRIBUTION 

"One  of  the  greatest  problems  before  the  American  people 
is  the  establishment  of  a  more  economic  system  of  distribution, 
and  one  of  the  greatest  factors  in  the  cost  of  distribution  is 
transportation,  and  it  appears -that  the  greatest  factor  in  trans- 
portation costs  is  represented  in  wages,"  said  Representative 
Sydney  Anderson,  chairman  of  the  joint  commission  on  agricul- 
tural inquiry. 

"We  are  now  passing  through  a  period  of  readjustment  of 
prices  of  commodities  and  wage  levels  incident  to  the  activ- 
ities of  production  and  distribution. 

"The  unwillingness  of  any  group  which  is  an  element  in 
costs  of  production  or  distribution  to  do  its  full  share  toward 
effecting  a  proper  readjustment  of  costs  and  wages,  necessarily 
retards  a  return  to  normal.  The  interests  of  all  groups  and 
classes  of  people  in  this  readjustment  are  so  interwoven  that 
no  group  or  class  can  properly  avoid  the  concessions  necessary  to 
a  re-establishment  of  normal  activities. 

"Freight  rates  are  today  at  their  peak.  It  is  recognized 
by  everyone  that  the  transportation  charges  incident  to  the 
movement  of  essential  commodities  must  be  placed  on  the  level 
which  will  permit  of  the  free  movement  of  these  essentials  to 
consumers  at  a  cost  that  can  be  supported  on  the  basis  of  normal 
prices.  For  example,  one  of  the  greatest  items  of  living  costs 
today  is  rent.  Rents  are  high  mainly  because,  as  given  in 
testimony  before  committees  of  Congress,  we  are  short  from  a 
million  and  a  quarter  to  two  and  one  half  million  homes.  The 
last  issue  of  the  United  States  Forest  Service  in  reply  to  Senate 
Resolution  311,  shows  that  practically  fifty  per  cent  of  the  coun- 
try's farms  are  underbuilt.  In  fact,  forty-six  per  cent  of  all 
lumber  purchased  is  used  by  the  farmer. 

"In  some  instances  when  lumber  is  purchased  by  home 
builders  and  farmers  the  consumer's  dollar  divides  23  cents 
for  lumber,  23  cents  for  retailing,  and  54  cents  for  transportation. 
This  is  predicated  on  shipment  of  common  fir  boards  from  Port- 
land, Oregon,  to  an  80  cent  rate  destination,  which  is  in  the 
heart  of  the  consuming  territory  of  this  country — the  corn  belt 
of  Illinois  and  Indiana.  Mill  prices  for  No.  1  common  fir  boards 
approximate  $10  per  thousand  feet  and  the  freight  cost  based 
upon  the  weight  of  this  lumber,  $24  per  thousand  feet,  and  the 
retailer's  margin  to  cover  cost  and  profit  is  approximately  30 
per  cent. 

"Manifestly,  the  mill  price  and  freight  cost  represent  the 
total  cost  to  the  retailer.  If  a  retailer  is  operating  on  a  30  per 
cent  margin,  in  these  instances  his  margin  on  the  commodity 
is  $3  as  against  his  margin  on  the  transportation  factor  of 
$7.20. 

"Freight  costs  react  in  a  similar  way  in  a  greater  or  less 
proportion  on  the  movement  of  other  essential  commodities. 

"Selling  railroad  service  is  like  selling  any  other  service 
or  commodity — it  must  be  priced  within  the  reach  of  the  people 
who  pay  for  it. 

"The  elements  which  go  to  make  this  price  must  all  be  read- 
justed in  accordance  with  a  new  commodity  price  level  if  the 
price  of  commodities  is  to  be  able  to  support  the  price  of  trans- 
portation." 


LOWER  COAL  RATES  URGED 

The  position  of  the  American  Wholesale  Coal  Association, 
With  regard  to  wage  and  rate  reductions,  is  set  forth  in  a  tele- 
gram to  the  Association  of  Railway  Executives  by  W.  R.  Coyle, 
president  of  that  association.  He  addressed  Alfred  P.  Thorn  on 
that  subject  as  follows: 

Confirming  our  suggestion  to  you  in  Washington  on  October  12, 
please  put  before  the  Association  of  Railway  Executives  the  following 
as  coming:  from  us: 

Our  customers,  the  consumers  of  coal,  are  asking  why  their  coal 
remains  so  high.  You  and  we  know  that  coal  has  come  down  and 
that  lower  prices  to  them  can  come  only  with  lower  rates. 

A  considerable  rate  reduction  is  the  only  move  at  this  time  which 
will  gain  the  entire  support  of  the  public  for  a  further  wage  reduc- 
tion. 

When  the  American  public  knows  the  facts,  there  will  be  no 
danger  from  a  national  strike. 

The  people  are  impatient  over  the  delay  in  adjusting  rates.  We 
recommend  that  you  announce  at  once  a  sweeping  downward  revision 
of  the  rates  on  all  coal  and  coke.  If  necessary,  we  recommend  that 
you  announce  a  further  reduction  in  wages  to  take  effect  simultane- 
ously with  the  new  rate  schedule.  It  is  our  opinion  that  such  an 
announcement  immediately  made  by  you  will  be  a  great  aid  to  busi- 
ness revival  as  coal  is  an  important  factor  in  the  operation  of  every 
factory  and  a  necessity  in  the  heating  of  every  home. 


LABOR  BOARD  APPOINTMENT 

It  was  announced  at  the  Labor  Board,  October  19,  that 
Harper  Leech,  newspaper  man,  formerly  of  Memphis  and  Den- 
ver, had  been  appointed  publicity  secretary  of  the  board.  He 
wil  assume  his  duties  at  once. 


October  22,  1921 
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HARDING  CONSIDERS  THE  RATE,  WAGE, 
AND  STRIKE  SITUATION 

'J'hc  Traffic  World  Washington  Bureau 

President  Harding,  Oct.  15,  made  a  spectacular  public  entry 
into  the  question  of  freight  rates  and  wages.  He  has  been  In  the 
matter  actively,  but  not  publicly,  for  weeks,  but  on  the  day 
mentioned  he  took  a  public  step  by  bringing  together  the  Inter- 
state Commerce  Commission  and  the  public  group  in  the  mem- 
bership of  the  Railroad  Labor  Board.  In  effect,  he  told  them  to 
work  out  a  solution  for  the  impasse  that  seemed  impending. 
They  worked  on  that  day  and  planned  to  resume  their  labors 
on  October  17. 

At  noon  of  October  15  he  walked  up  Pennsylvania  avenue 
with  R.  M.  Barton,  chairman;  G.  Wallace  W.  Hanger  and  Ben 
W.  Hooper,  the  three  public  members  of  the  Labor  Board,  to  the 
office  of  the  Commission.  Arrangements  had  been  made  for 
their  coming  and  they  were  immediately  shown  into  the  confer- 
ence room  of  the  Commission.  The  Commission  adjourned  its 
conference  on  the  western  grain  case  and  took  up  the  question 
to  which  the  President  hoped  they  would  find  the  answer. 

For  the  remainder  of  that  day  the  members  of  the  two 
boards,  the  one  that  regulates  the  largest  Hem  of  expense  borne 
by  the  railroads  and  the  one  that  regulates,  to  a  large  extent, 
the  revenues  of  the  carriers,  remained  closeted  with  each  other 
discussing  the  significance  of  the  abundant  figures  each  was 
able  to  lay  on  the  conference  table. 

The  reason  for  the  getting  together  was  shown  In  a  state- 
ment issued  at  the  White  House  coincident  with  the  departure 
from  the  President's  office  of  the  President  and  the  three  public 
members  of  the  Labor  Board.  It  was,  however,  buried  at  the 
bottom  of  the  statement: 

For  a  long  time  the  President  has  been  giving  much  attention  to 
the  problem  of  the  railroads  in  its  broadest  relations.  He  has  been 
persistently  assured  on  one  side  that  business  could  not  make  a  gen- 
eral and  lasting  Improvement  until  railroad  rates  should  come  downt; 
and  on  the  other  side,  he  has  been  told  that  it  was  impossible  for 
rates  to  come  down  unless  the  wage  charge  should  be  lowered.  He, 
therefore,  determined  to  get  together  the  two  public  bodies  which 
have  to  deal  with  wages  and  rates,  and  give  them  every  possible 
encouragement  to  take  a  strong  lead  in  the  effort  at  an  adjustment. 

The  walk  from  the  White  House  office  to  the  office  of  the 
Commission  took  place  just  at  the  time  when  the  statement 
that  a  strike  could  not  be  averted  was  being  circulated  by  the 
early  editions  of  the  afternoon  newspapers.  While  the  first  pub- 
lic move  was  dramative  in  its  effect,  the  methods  employed  were 
extremely  democratic,  as  had  been  arranged  by  Chairman  Mc- 
Chord.  The  only  special  arrangement  made  for  the  President 
and  those  who  came  with  him  was  the  setting  aside  of  an  eleva- 
tor intended  to  take  them  through  to  the  eleventh  floor,  without 
stop.  But  the  President  spoiled  that  arrangement  and  Secretary 
McGinty,  who  was  on  hand  at  the  front  door  as  a  reception  com- 
mittee, did  not  try  to  divert  him  when  he  walked  into  the  first 
open  elevator  door. 

President  Harding,  when  the  party  had  entered  the  confer- 
ence room,  told  the  members  of  the  two  bodies  he  had  brought 
together  he  hoped  they  would  consider  the  subject  and  come  to  a 
conclusion  as  to  what  the  railroads  and  the  workers  should  do 
to  help  in  the  restoration  of  business  and  the  unemployment  of 
the  millions,  with  whom  It  is  not  a  question  of  what  wage,  but 
any  wage  at  all. 

Chairman  McChord  made  a  brief  response,  saying  that  he 
and  his  colleagues  believed  they  had  an  appreciation  of  the  im- 
portance of  the  task  public  sentiment  had  placed  on  the  Presi- 
dent's shoulders,  although  there  was  no  law  requiring  him  to 
take  any  steps.  In  about  ten  minutes  from  the  time  he  had 
entered  the  building,  President  Harding  was  on  his  way  back  to 
his  office. 

A  movie  stunt — at  least  one  that  the  movie  photographers  ap- 
preciated—was staged  by  a  little  girl,  daughter  of  a  fruit  stand 
merchant  a  step  or  two  from  the  Commission  building.  The 
little  girl  handed  the  President  the  largest  yellow-pink  apple  she 
could  find  on  the  fruit  stand.  The  President  thanked  her  for  it 
and  r"ovfd  off  down  the  street  munching  it. 

While  neither  the  White  House  statement  nor  anything  said 
at  the  Commission  indicated  it  to  be  a  fact,  it  is  believed  the 
arrangement  for  the  conference  between  the  two  bodies  was 
made  when  President  Harding  and  Chairman  McChord  talked 
with  each  other  for  a  few  minutes  October  12.  Chairman  Mc- 
Chord, after  leaving  the  President's  office,  showed  the  news- 
paper correspondents  a  fine  photograph  of  George  Christian,  the 
President's  secretary,  and  told  them  he  had  stopped  at  the 
White  House  to  get  it,  and  Incidentally  to  say  good  morning  to 
the  Prosident. 

President  Harding  has  been  anxious  to  avoid  the  appearance 
of  trying  to  suggest  or  dictate  to  the  Commission  as  to  what  It 
should  do  In  the  matter  of  rates.  His  desire  has  been  to  ob- 
serve the  proprieties  but  at  the  same  time  to  "get  a  line"  on 
the  truth  of  the  matters  about  which  the  railroad  presidents 
and  the  labor  leaders  cannot  agree.  His  sense  of  the  business- 
like way  to  handle  the  subject  has  been  at  war  with  the  sug- 
gestion that  he,  who,  In  the  event  of  a  strike,  will  be  expected  to 


see  to  it  that  the  strikers  do  not  starve  the  country  into  sub- 
mission, could  not,  with  propriety,  ascertain  the  facts  on  which 
the  two  Independent  bodies  must  act  In  disposing  of  the  ques- 
tions that  must  be  decided  by  them,  except  by  resort  to  the 
reports  they  make  on  the  cases  that  come  formally  before  them. 

In  effect,  the  Harding  move,  it  IB  believed,  is  a  determina- 
tion to  know  the  reasonable  thing  to  do  with  freight  rates  and 
rates  of  pay  and  then  Insist  that  both  railroad  executives  and 
labor  leaders  adhere  to  the  thing  that  the  Commission  and  the 
public  members  of  the  wage  board  say  is  the  proper  thing  to 
be  done,  In  the  interest  of  the  whole  public.  In  the  White  House 
statement,  he  pointed  out  that  the  labor  representatives  and  the 
management  representatives,  In  the  nature  of  things,  are  parti- 
sans and  that,  therefore,  he  did'  not  deem  it  necessary  to  Invite 
them  to  a  conference  of  bodies  concerned  with  the  Interest  of 
labor,  of  management,  of  shippers,  and  of  the  general  community. 

The  White  House  statement  in  which  the  President's  Idea 
as  to  what  might  be  accomplished  by  conference  was  as  follows: 

By  Invitation  of  the  President  Messrs.  R.  M.  Barton,  chairman; 
O.  Wallace  W.  Hanger  and  Ben  W.  Hooper,  constituting  the  public 
group  of  the  United  States  Railway  Labor  Board,  came  to  the  White 
House  today  for  a  conference  with  the  President.  Later,  the  President 
went  personally  with  them  to  the  offices  of  the  Interstate  Commerce 
Commission,  for  a  continuation  and  expansion  of  the  conference. 

The  purpose  of  the  meeting  was  a  broad  consideration  of  the  pos- 
sibility of  an  early  adjustment  of  railroad  rates  and  wages,  in  the  ex- 
pectation that  It  would  contribute  to  the  industrial  revival. 

The  Railway  Labor  Board,  created  by  the  Cummlns-Esch  act, 
comprises  nine  members  in  three  groups  of  three  each.  The  public 
group  are  named  by  the  President:  the  labor  group  are  named  from  a 
list  nominated  by  the  railway  labor  organizations;  and  the  managing 
group  from  a  list  of  nominees  named  by  the  railway  executives.  The 
board  Is  authorized  generally  to  deal  with  the  labor,  wage  and  working 
conditions  that  concern  the  employes  of  the  railways,  and  Is  given,  in 
some  directions,  rather  broad  powers. 

.  In  asking  the  members  of  the  public  group  to  meet  him  the 
President  was  moved  by  the  desire  to  accomplish  what  he  hopes  may 
be  Important  results  as  early  as  possible.  Recognizing  that  the  labor 
group  and  also  the  managing  group  are  in  the  nature  of  things  par- 
tisans of  the  respective  elements  which  they  represent,  the  President 
felt  that  it  was  unnecessary  to  invite  these  two  groups,  because  their 
attitude  would  necessarily  be  partisan  in  any  consideration  of  wage 
questions.  The  labor  group  could  he  expected  to  advocate  maintenance 
of  the  highest  possible  wages,  while  the  managing  group  could  equally 
be  expected  to  insist  that  wages  ought  to  be  reduced.  It  was,  there- 
fore, the  President's  opinion  that  the  most  prompt  and  effective  results 
might  be  secured  by  simply  calling  in  the  public  group,  which  Is  con- 
cerned equally  with  the  interest  of  labor,  of  management,  of  shippers, 
and  of  the  general  community. 

The  President  has  been  impressed  that  a  somewhat  anomalous 
situation  surrounds  the  relations  of  the  Interstate  Commerce  Com- 
mission and  the  Railway  Labor  Board.  The  Interstate  Commerce 
Commission  has  very  large  powers,  through  its  control  of  rates,  to 
determine  what  the  revenue  of  the  railways  shall  be:  while  the  Rail- 
way Labor  Board,  through  its  authority  in  the  matter  of  wage  de- 
terminations, has  a  very  large  power  in  determining  the  largest  item 
of  railway  expenditures.  The  President  was.  therefore,  impressed 
with  the  desirability  of  getting  these  two  highly  potential  bodies  to- 
gether and  reaching  something  like  a  definite  understanding  between 
them.  It  is  a  fact  not  entirely  without  interest,  that  these  two 
bodies  have  never  officially  met  together. 

Then  follows  the  paragraph  quoted  above. 

Labor  Board   Strike   Settlement  Plan 

On  Sunday,  October  16,  the  public  members  of  the  Labor 
Board,  through  Mr.  Hooper,  gave  out  the  following  statement, 
suggesting  a  plan  for  settlement,  the  railroads  to  translate  the 
wage  cut  of  last  July  into  rate  reductions  and  withdraw  from 
their  plan  for  further  wage  reductions  until  these  rate  reduc- 
tions have  been  made,  the  workers  to  withdraw  from  their 
strike  plan  pending  action  by  the  board  on  subsequent  proposals 
by  the  railroads  for  further  wage  outs: 

"Until  Friday  ..nere  was  but  little,  if  any,  danger  of  a  rail- 
road strike.  The  railway  workers  would  have  incurred  universal 
condemnation  for  resisting  by  force  a  wage  cut  so  manifestly 
just  and  reasonable  as  that  made  in  July.  It  likewise  remains 
to  be  seen  whether  the  issuance  of  a  strike  order  merely  because 
a  petition  for  a  wage  reduction  Is  about  to  be  filed  will  be  sus- 
tained by  public  opinion. 

"The  railroad  labor  board  has  functioned  for  more  than 
eighteen  months,  settling  hundreds  of  controversies  between 
carriers  and  their  employes,  and  its  decisions,  with  few  excep- 
tions, have  been  respected  by  both  sides.  There  is  absolutely 
nothing  in  existing  conditions  that  justifies  the  carriers  and 
their  employes  in  inflicting  the  ruinous  results  of  a  strike  on 
themselves  and  on  the  public.  There  is  no  amount  of  propa- 
ganda that  can  convince  the  people  that  either  side  is  entirely 
blameless. 

"On  July  1  the  railroad  labor  board  reduced  railway  wages 
12  per  cent,  aggregating  about  $400,000,000  per  annum,  basing 
the  estimate  on  the  normal  number  of  employes. 

"Since  then,  by  a  revision  of  only  a  part  of  the  working 
rules,  of  only  one  class  of  employes,  the  carriers  have  received 
further  benefits  amounting  to  many  millions  of  dollars, 

"Friday  the  carriers  notified  the  employes  they  would  ask 
the  labor  board  for  a  further  wage  cut  of  10  per  cent,  at  the 
same  time  assuring  the  public  that  the  shippers  and  the  people 
should  have  the  benefit  of  this  wage  reduction  in  the  form  of 
reduced  freight  rates. 

"To  this  proposition  the  employes  reply  that  no  general  re- 
duction of  freight  rates  followed  the  $400.000,000  wage  reduc- 
tion; that  the  cost  of  living  has  not  since  been  sufficiently 
lowered  to  Justify  another  wage  reduction,  and  that  they  will 
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strike  without  even  awaiting  a  decision  of  the  labor  board  as 
to  whether  another  reduction  is  just  and  reasonable.  This  is 
the  present  stage  of  the  controversy. 

"There  is  at  least  one  feasible  plan  by  which  it  can  be 
settled  and  a  strike  averted.  That  plan  is  predicated  upon  an 
excellent  suggestion  made  by  Gen.  Atterbury  of  the  Pennsyl- 
vania Railroad  in  his  speech  at  Chicago  last  Friday.  His  sug- 
gestion follows: 

"  'Nevertheless,  it  is  a  fact  that  the  carriers,  though  they 
are  not  earning  what  they  should  earn  to  entitle  them  to  be 
called  prosperous,  nor  what  the  law  intends  they  shall  earn, 
cannot  rest  under  such  protection  while  other  business  struggles 
for  its  life. 

"  'It  would  be  a  wise  policy  for  the  carriers  publicly  to 
avow  that  view  and  voluntarily  reduce  rates  where  they  now 
work  hardship,  even  though  such  rates  may  be  unreasonable  in 
a  transportation  sense,  and  even  though  to  reduce  them  means 
a  loss  of  revenue  to  the  carriers.' 

"If  the  railroads  will  immediately  in  good  faith,  adopt  this 
suggestion  and  translate  the  wage  cut  of  July  into  a  reduction 
of  freight  rates,  the  situation  can  be  cleared  up,  freight  rates 
reduced  to  shippers,  the  cost  of  living  reduced  to  the  consumers, 
and  a  stimulating  effect  exerted  upon  all  business. 

"The  public  undoubtedly  expected  this  result  when  the  July 
wage  reduction  was  made,  and  its  consummation  now,  though 
somewhat  delayed,  would  be  highly  gratifying. 

"Deflation  should  be  general  and,  as  far  as  possible,  uni- 
form. Up  to  this  time  the  farmer  is  the  only  man  that  has 
deflated,  and  he  came  to  the  earth  with  a  thud.  This  was 
because  he  did  not  possess  the  parachute  of  organization  to 
break  his  fall. 

"Another  catastrophe  of  that  sort  should  be  avoided,  if 
possible.  Wages  and  freight  rates  should  come  to  a  just  and 
reasonable  level  uniformly  or  by  alternating  stages. 

"Of  course,  nothing  in  these  observations  should  be  con- 
strued to  indicate  what  the  action  of  the  labor  board  will  be 
on  any  future  wage  dispute.  Such  disputes  will  continue  to 
be  adjusted  by  the  ooard  in  accordance  with  the  evidence  sub- 
mitted and  the  requirements  of  the  transportation  act.  When 
reductions  are  justifiable  they  will  be  given. 

"Pending  the  working  out  of  the  rate  reduction  and  the 
action  of  the  labor  board  on  such  petition  for  further  wage  re- 
duction as  the  carriers  may  subsequently  submit,  let  the  strike 
order  be  withdrawn. 

"This  method  of  procedure  has  the  merit  of  affording  'cool- 
ing time'  to  everybody  concerned,  and  does  not  involve  any 
sacrifice  of  pride  or  prestige,  either  to  the  carriers  or  to  the 
employes." 

It  would  take  a  10  per  cent  reduction  in  the  present  freight 
rates  for  the  railroads  to  carry  out  the  suggestion  of  the  public 
group  of  the  Labor  Board  for  the  12  per  cent  wage  reduction 
of  July  1  to  be  translated  into  a  reduction  in  freight  rates.  That 
reduction  in  wages  was  estimated  by  the  Labor  Board  at  $400,- 
000,000.  For  the  year  ended  September  1,  1921,  according  to 
tentative  figures  prepared  by  the  Bureau  of  Railway  Economics, 
the  gross  revenue  of  the  carriers  (for  the  year  that  the  Ex  Parte 
74  rates  have  been  in  operation)  is  just  a  shade  over  $6,000,000,- 
000.  Of  that  sum,  $4,000,000,000,  roughly  speaking,  is  freight 
revenue.  The  rest  is  express,  mail  and  passenger. 

The  net  operating  income  for  the  year  of  the  present  rates, 
it  has  been  figured,  will  be  $530,000.000.  That  is  a  little  less 
than  3  per  cent  on  the  valuation  used  by  the  Commission.  These 
figures  were  made  by  Julius  Parmelee  of  the  Bureau  of  Railway 
Economics. 

Members  of  the  public  group  of  the  Labor  Board,  when 
asked  whether  they  had  prepared  figures  showing  the  effect  of 
thrir  proposal  on  the  revenues  of  the  carriers,  said  that  what- 
ever was  to  be  given  out  on  the  subject  would  have  to  come 
from  President  Harding. 

White  House  and  the  Strike 

Within  48  hours  after  the  labor  unions  announced  their 
plan  to  inaugurate  a  progressive  railroad  strike,  with  the  first 
detachment  walking  out  on  October  30,  the  following  things 
seemed  to  have  become  convictions  in  the  minds  of  the  officials 
in  Washington  on  whom  responsibility  rested: 

The  railroads  would  not  be  taken  over  by  President  Harding,  on 
any  pretense,  regardless  of  the  poorly  concealed  wish  of  the  railroad 
operatives  that  that  would  be  the  outcome  of  their  moves. 

There  would  have  to  he  reductions  in  rates  on  heavy  loading  com- 
modities, regardless  of  what  the  immediate  effect  would  be  on  the 
revenues  of  the  railroads:  not  because  the  labor  unions,  indirectly, 
have  suggested  that  they  had  made  sacrifices  and  the  railroads  should 
be  compelled  to  do  likewise,  but  because  President  Harding  believes 
there  can  be  no  general  restoration  of  good  business  unless  and  until 
that  is  done. 

Interference  with  commerce  between  the  states  would  not  be  per- 
m'tted:  that  if  any  men  were  willing  to  move  trains  or  perform  any 
other  transportation  service  they  would  have  full  and  ample  pro- 
teot'on.  so  that  the  terrorism  that  is  the  usual  weapon  of  the  strikers 
coiiM  not  be  brought  into  play. 

That  the  basis  of  settlement  suggested  in  the  public  statement 
of  the  public  groi'n  of  the  labor  board  was  nothing  more  than  a 
general  hao's  for  the  removal  of  the  impasse  between  the  railroads 
and  their  workmen. 

Little  talking  was  done  by  public  officials  after  the  plan  of 
the  public  group  of  the  Labor  Board  was  made  public.  Chair- 


man Barton  and  his  colleagues  disappeared  from  their  hotel 
and,  except  the  chairman,  no  member  of  the  group  could  be  lo- 
cated until  just  before  time  for  the  resumption  of  the  confer- 
ence between  that  group  and  the  Interstate  Commerce  Commis- 
sioners, at  2  o'clock,  October  17.  The  Commissioners  spent  the 
morning  of  that  day  in  listening  to  arguments  on  the  re-opened 
Holmes  &  Hallowell  case.  Chairman  Barton  was  closeted  with 
Senator  Cummins,  chairman  of  the  Senate  committee  on  inter- 
state commerce.  He  refused  to  see  newspaper  men. 

Broadly  speaking,  it  may  be  said,  there  was  no  sign  of 
panic  among  the  officials — none  of  that  running  around  in  cir- 
cles that  was  so  noticeable  in  1916  when  Congress,  while  the 
labor  leaders  were  holding  stop  watches,  so  to  speak,  hurried 
to  pass  the  Adamson  bill,  in  the  form  that  satisfied  the  labor 
leaders. 

The  Pennsylvania  Situation 

One  fact  taken  from  the  mass  of  material  given  the  public 
by  the  labor  leaders  attracted  more  than  an  ordinary  amount  of 
attention.  It  was  the  elimination  of  the  Pennsylvania  from  the 
group  of  roads  on  which  the  walk-out  was  to  take  place  on  the 
first  day.  That  was  taken  as  a  tactical  move  by  the  labor  lead- 
ers to  hide  a  weakness  in  their  organizations  not  known  to  the 
public  generally.  That  weakness  is  caused  by  the  fact  that  the 
Pennsylvania  has  a  large  number  of  men  in  its  employ  who 
think  more  of  the  money  they  have  accumulated  in  the  pension 
fund  that  is  being  managed  by  the  company  than  the  demands 
of  the  hot-headed  younger  element  which  seems  to  control  the 
labor  organizations. 

It  has  been  estimated  that  from  10  to  20  per  cent  of  the 
men  on  the  Pennsylvania  rolls  would  not  obey  the  strike  order. 
That  company  also  has  a  large  number  of  men  on  the  retired 
list,  men  of  substance  and  standing  in  their  communities,  who 
would  volunteer  for  work,  just  as  was  the  case  during  the  "un- 
authorized" strikes  of  the  spring  of  1920,  when  some  of  the 
trains  on  that  railroad  were  operated  by  men  who  had  been  on 
the  retired  list  for  several  years. 

The  fact  that  eastern  roads,  generally  speaking,  were  not 
on  the 'list  of  those  to  go  out  first  was  attributed  to  the  same 
condition,  and  a  feeling  on  the  part  of  the  labor  leaders  that  it 
would  not  be  good  for  them,  in  a  publicity  sense,  to  call  a 
strike  in  the  East,  on  the  first  day  of  the  progressive  game,  and 
have  the  fact  go  forth  that  trains  were  operating,  not  "as 
usual,"  but  operating  in  numbers  large  enough  to  show  that  the 
tie-up,  even  when  enthusiasm  for  a  fight  was  at  its  highest,  was 
not  complete. 

After  Chairman  Barton  had  finished  his  long  talk  with  Sen- 
ator Cummins,  he  and  Ben  W.  Hooper,  another  member  of  the 
public  group,  talked  with  Attorney-General  Daugherty.  No 
statement  as  to  the  nature  of  the  talk  between  them  was  made. 

Harding  Had  Strike  in  Mind 

President  Harding  called  the  Labor  Board  public  group 
into  a  consultation  with  the  Interstate  Commerce  Commission 
with  a  view,  primarily,  to  having  them  devise  a  plan  for  remov- 
ing any  possible  ground  for  a  strike.  When  he  called  them 
he  had  advices  that  indicated  to  him  that  the  labor  leaders,  if 
the  railroad  executives  planned  further  wage  reductions,  would 
call  a  strike.  It  was  recognized  that  whatever  the  Labor  Board 
members  devised  would  necessarily  become  the  plan  on  which 
the  President  would  undertake  to  settle  any  strike  that  might 
be  called.  Therefore,  after  the  strike  was  called,  they  continued 
their  conference  and  came  to  be  regarded  as  the  President's 
representatives  in  the  preparation  of  what  he  would  lay  before 
the  labor  leaders  and  the  railroad  executives  as  a  substitute 
for  what  each  had  proposed.  The  President's  first  interest  was 
the  restoration  of  conditions  he  thinks  are  necessary  to  a  re- 
storation of  business,  which  a  strike,  necessarily,  would  defer. 
Postmaster-General  Hays  was  the  only  public  official  who 
made  comment  on  the  subject  after  the  plans  of  the  labor  lead-  . 
ers  had  been  given  to  the  public,  in  detail. 

"I  am  sure  the  parties  to  the  controversy  will  not  permit 
developments  which  will  interfere  with  government  service," 
said  the  head  of  the  mail  department.  "This  is  not  time  for 
statements  from  this  department.  A  time  for  action  may  come. 
I  sincerely  trust  that  it  will  not.  If  it  does,  there  will  be  ac- 
tion. The  mails  will  be  moved." 

If  the  strike  is  actually  begun  and  the  mails  are  actually 
moved  there  will  be  no  such  general  pinch  in  the  big  cities  as 
would  result  from  the  stoppage  of  trains  carrying  food.  Food 
may  be  moved  in  huge  quantities  by  parcel  post.  Former  Post- 
master-General Burleson,  while  in  control  of  the  post  office, 
moved  mail  in  freight  trains.  Postmaster-General  Hays,  if  able 
to  make  good  on  his  promise  to  move  the  mails,  could  do  the 
same  thing. 

However,  Washington,  at  the  time  this  was  written,  was  not 
prepared  to  admit  that  the  strike  would  actually  be  begun,  ex- 
cept possibly  in  a  technical  sense.  There  was  no  suggestion,  in 
the  days  immediately  following  the  calling  of  the  strike,  of  more 
legislation.  Officialdom  was  proceeding  on  the  assumption  that 
there  was  enough  law  to  accomplish  anything  that  might  be 
deemed  fair  and  reasonable.  President  Harding,  in  calling  the 
wage  board  and  the  Commission  into  conference,  proceeded 
wHhout  the  authority  of  any  statute,  not  to  obtain  an  order 
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from  either  of  the  bodies,  but  for  the  formulation  of  a  basis 
on  which  the  railroads  and  their  employes  could  settle  their 
differences  for  the  present  so  that  service  to  the  public  could 
be  continued. 

Administration    Not   Worried 

It  was  the  view  of  the  Harding  administration,  as  early  as 
October  18,  that  the  railroad  strike  situation  had  been  over 
emphasized,  in  a  speculative  way,  by  the  newspapers  and  that 
they  had  attributed  to  the  administration  a  worry  on  account 
of  what  the  union  leaders  had  done  that  was  not  warranted  by 
the  facts.  At  the  White  House  it  was  asserted  that  the  cabinet 
on  October  18  had  not  discussed  the  railroad  strike  matter. 
It  was  said  that  President  Harding  was  glad  the  Labor  Board 
had  called  into  conference  the  labor  leaders  who  had  announced 
a  strike  against  the  reduction  in  wages  ordered  last  July. 

Among  other  things  on  that  day  it  was  made  clear  that 
President  Harding  had  not  called  the  labor  leaders  Into  con- 
ference at  the  White  House.  Equally  emphatic  assertion  was 
made  that  the  labor  leaders  had  not  asked  for  such  a  con- 
ference. 

The  substance  of  the  information  obtained  at  the  White 
House  was  that  the  administration  had  not  begun  actively  plan- 
ning to  combat  a  strike  but  was  proceeding  on  the  assumption 
that  it  was  necessary  to  go  ahead  with  plans  to  put  business 
on  a  better  basis  through  rate  reductions.  Newspaper  men 
were  advised  that  they  had  better  be  on  the  lookout  for  some- 
tiling  on  that  phase  of  the  matter. 

It  was  made  clear  at  the  White  House  that  the  President 
would  stand  by  the  Labor  Board  until  it  was  determined  whether 
or  not  a  futile  agency  was  created  when  Congress  enacted  the 
legislation  providing  for  its  establishment.  It  was  indicated 
that  the  conference  to  be  held  between  the  board  and  the  labor 
leaders,  in  Chicago,  was  the  first  step  to  determine  whether  the 
board  was  or  was  not  a  futile  agency,  the  orders  of  which  might 
be  flouted  with  impunity. 

Authoritative  information  as  to  the  White  House  view  that 
the  strike  situation  had  been  over-discussed  in  a  speculative 
way,  taken  in  connection  with  the  fact  that  the  Labor  Board 
had  summoned  the  labor  leaders  to  a  conference  on  October 
20,  created  the  belief  that  President  Harding  had  laid  out  a 
definite  program  for  himself,  as  follows: 

1.  The  Labor  Board  shall  be  lelt  to  handle  the  strike  situation, 
the  first  move  being  to  find  out  whether  the  labor  leaders  are  pre- 
pared  to  go  the   full   length   of  flouting  the   Labor  Board   created   by 
Congress   to   prevent   just   such   a    situation    as   is   developing.      That 
impression  as  to  the  part  the  Labor  Board  is  to  play  is  strengthened 
by  the  further  fact  that  the  Pennsylvania  has  been  summoned  to  ex- 
plain why  it  proposes  to  disregard  the  orders  of  the  board.     By  means 
of  the  summons  sent  fb  the  labor  leaders,    both   parties  to  the  con- 
troversy  have   been   put   on   an   equality   before   the   bar  of   the   body 
created   by   Congress   to   assure   the   uninterrupted   flow   of   commerce 
between  the  states  and  with  foreign  countries. 

2.  He  will  continue  giving  his  attention  to  the  broader  question  of 
having  freight  rates  put  on  a  basis  that,  in  his  estimation,  will  tend 
to  bring  an  early  restoration  of  business.     It  is  on  that  phase  of  the 
subject  that  the  recommendations  or  suggestions  of  the  members  of 
the   two   boards   handed  to   the   President  on   October   17   would   have 
most  immediate  application.     The  facts  presented  by  Chairman  Bar- 
ton would  show  how  much  of  a  sacrifice  the  Labor  Board  has  called 
on  the  workers  to  make.     The  facts  presented  by  Chairman  McChord 
would  tend  to  show  hovy  much  of  a  sacrifice  the  railroads  had  made 
by  the  rate  reductions  since  August  26.  1920.  and  how  much  of  a  fur- 
ther sacrifice  they  would  be  called   on   to  make  by  reductions  in  the 
heavy  loading  commodities  .which  have  been  most  discussed. 

Reduced   Rates  in  Prospect 

The  advice  from  the  White  House  to  the  newspaper  men 
to  watch  for  freight  rate  developments  was  construed  in  two 
ways.  The  first  was  that  the  Commission  would  take  occasion, 
in  a  report  on  the  western  grain  rate  case,  imminent  at  the 
lime  the  strike  was  called,  or  some  other  pending  case,  to 
indicate  that,  in  its  estimation,  the  carriers  should  go  farther 
than  they  did  in  the  live  stock  case,  and  farther  than  indicated 
in  the  grain  rate  case,  to  satisfy  the  aspirations  of  the  shipping 
public  for  reductions  in  rates,  to  the  end  that  the  experiment 
of  restoring  business  by  making  lower  prices,  might  be  tried. 

A  second  interpretation  was  that  the  White  House  had  been 
advised  that  the  carriers,  without  waiting  for  advice  from  the 
Commission  in  the  grain  rate  or  any  other  case,  would  announce 
rate  adjustments  in  line  with  the  speech  made  by  General 
Atterbury  to  the  employes  of  the  Pennsylvania,  who  are  members 
of  the  Mutual  Beneficial  Association,  in  which  he  said:  "Rates 
must  come  down.  If  we  don't  do  it  voluntarily,  it  will  be  forced 
on  us  by  legislation."  That  speech  was  made  September  26 
at  the  eighth  general  assembly  of  the  Mutual  Beneficial  Asso- 
ciation, at  Philadelphia.  It  has  been  circulated  by  the  company. 

The  fact  that  President  Harding  was  believed  to  be  deter- 
mined to  have  the  Labor  Board  handle  the  strike  situation 
suggested  that  if  the  labor  leaders  indicated  that  they  were  in- 
tending to  flout  the  board,  President  Harding  would  have  reason 
to  tell  Congress  that  the  legislation  it  enacted  in  the  spring  of 
1920  had  proved  itself  ineffective  to  prevent  interruptions  of 
interstate  commerce  and  ask  it  what  it  intended  doing  about 
the  matter. 

The  idea  that  the  President  was  refusing  to  take  up  the  de- 
tails of  the  strike  situation  ahead  of  a  dealing  with  It  by  the 
Labor  Board  evoked  favorable  comment  from  those  who  recall 


the  agitation  that  wan  produced  In  Washington  In  1916  when 
the  same  leaders,  with  one  or  two  exceptions,  emitted  what 
Congress  thought  were  terrifying  roars.  It  wan  admitted  that 
the  law  gives  the  Labor  Board  no  way  to  enforce  its  awards 
and  orders,  but  it  was  suggested  that  it  would  not  be  pertinent 
for  the  Labor  Board  to  call  attention  to  that  fact  in  advance  of 
evidence,  out  of  the  mouths  of  the  labor  leaders,  that  they 
would  not  abide  by  decisions  of  the  board.  If  and  when  that 
should  be  done,  It  was  suggested,  it  would  be  time  for  the  board 
to  report  the  fact  to  President  Harding  that  it  had  exhausted 
its  resources  to  prevent  the  Interruption  of  interstate  commerce 
which  Congress  intended  should  be  accomplished  hy  the  estab- 
lishment of  the  I,.-I|M>I  Board. 

Boards  Suggest  Plan 

In  a  series  of  conferences  which  culminated  In  a  call  at  the 
White  House  by  Chairman  McChord,  of  the  Commission,  and 
Chairman  Barton,  of  the  Labor  Board,  the  fundamentals  on 
which  President  Harding  will  undertake  to  settle  the  strike,  if 
it  comes,  and  to  put  business  on  a  better  foundation,  were  sug- 
gested by  the  two  boards  that  have  to  do  with  the  chief  items 
of  revenue  and  expense  of  the  railroads.  President  Harding, 
after  the  two  chairmen  left  his  office,  said  there  would  be  noth- 
ing to  say  at  that  time  on  what  they  had  said  to  him. 

Chairman  McChord,  as  spokesman  for  the  two  chairmen, 
said  the  object  of  the  conference  between  the  two  boards — 
namely,  that  of  each  obtaining  a  better  understanding  of  the 
work  of  the  other— had  been  attained;  that  they  felt  that  it 
was  good  to  have  held  the  conferences,  and  that  good  would 
result.  Not  a  hint  as  to  what  had  been  carried  to  the  Presi- 
dent's office  was  given  by  either  man.  That  something  was 
taken  there  may  be  judged  from  the  fact  that,  during  the  six 
or  seven  hours  the  members  of  the  two  boards  were  in  consul- 
tation with  each  other,  they  had  many  papers  before  them,  as 
if  they  were  going  over  figures  that  would  tell  them  the  proper 
sacrifice  in  revenue  and  wages  each  side  should  make  in  behalf 
of  better  business  conditions. 

There  is  no  doubt  about  the  two  boards  having  proceeded  on 
the  fundamental  Harding  proposition  that  rates  are  too  high 
and  that  they  must  be  reduced.  The  only  question  considered 
by  the  members  of  the  two  boards,  it  is  believed,  was  as  to  how 
much  of  a  reduction  in  the  cost  of  transportation  would  have 
to  be  made  by  the  railroads  and  how  much  by  their  employes. 

Broadly  speaking,  the  railway  executives  took  the  position 
that  they  could  not  make  any  reductions  before  there  were 
further  reductions  in  wages  or  changes  in  working  conditions 
that  would  have  the  effect  of  reducing  the  labor  cost  of  trans- 
portation; that  of  the  labor  union  chiefs,  as  shown  by  the  plans 
to  strike,  was  that  they  could  stand  for  the  reduction  of  12 
per  cent  ordered  effective  on  July  1,  and  that  further  reduc- 
tions, as  planned  by  the  railway  executives  in  their  meeting 
October  14,  were  out  of  the  question. 

Amount  of  Recent  Rate  Cuts 

After  the  issuance  of  the  strike  order,  railroad  executives 
asked  their  statisticians  to  prepare  figures  to  show  how  much 
they  had  agreed  to  lose  in  revenue  by  making  the  reductions 
in  rates  that  have  been  announced  from  time  to  time  since 
last  March.  In  that  month,  the  rate  structure  built  by  the 
railroads  under  the  permission  in  Ex  Parte  No.  74  began  show- 
ing the  effects  of  the  demands  for  restoration  of  relationships 
and  the  showings  made  by  shippers  that  the  new  rates  were 
beyond  the  ability  of  the  traffic  to  bear. 

Nothing  more  reliable  than  guesses  has  been  made  as  to 
the  revenue  effect  of  the  various  reductions.  They  have  all 
been  based  on  the  assumption  that  rates  and  revenue  are 
synonymous  terms  and  that  a  reduction  in  rates  necessarily 
meant  a  shrinkage  of  revenue.  The  "estimates"  have  run  from 
two  or  three  to  fifteen  per  cent.  On  the  volume  of  freight 
revenue  for  the  year  the  Ex  Parte  No.  74  rates  have  been  in 
operation,  a  two  per  cent  reduction  would  amount  to  $80,000,000 
if  the  rate  reduction  necessarily  meant  a  lowering  of  the  revenue, 
the  freight  revenue  in  that  year  having  been  substantially  $4,- 
000,000,000.  Anyone  can  calculate  the  effect  of  various  per- 
centages of  reductions. 

Conservative  men  are  inclined  to  think  that  the  rate  re- 
ductions, if  they  have  had  a  bad  effect  on  the  revenue,  have 
not  cut  off  more  than  $200,000,000,  or  half  the  savings  to  the 
railroads  based  on  the  12  per  cent  reduction  effective  in  July. 
But  that  is  a  misleading  way  to  figure.  The  saving  of  $400,- 
000,000  would  have  been  possible  only  in  the  event  the  pay  roll 
had  remained  at  the  maximum  for  1920.  But  it  has  been  esti- 
mated that  300,000  railroad  men  are  out  of  employment. 

Figures  of  unemployment  and  effect  of  rate  reductions  are 
elusive  things,  due  to  the  fact  that  part  time  employment  may 
or  may  not  be  a  factor  in  the  unemployment  figures  and  to 
the  fact  that,  except  by  the  most  exhaustive  analysis,  nothing 
approximately  accurate  could  be  obtained. 

Yet  the  railroad  executives,  after  the  strike  order,  asked 
their  men  of  figures  to  make  an  estimate  as  to  the  revenue 
effect  of  the  reductions  in  rates  made  since  the  operative  date 
of  Ex  Parte  No.  74.  Obviously,  it  was  to  be  used  to  show  that 
the  railroads,  even  before  the  cut  in  wages  became  operative. 
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began  •utting  «ff  revenues  4o  enable  the  business  of  the  coun- 
try to  get  on  its  feet  again. 

While  the  President  has  not,  either  publicly  or  privately, 
so  far  as  known,  expressed  any  view  on  whether  there  will  or 
will  not  be  a  strike,  the  official  tone  in  Washington,  after  the 
two  chairmen  had  been  at  the  White  House,  continued  to  be 
that  of  skepticism  about  the  execution  of  the  plans  announced 
by  the  labor  leaders.  No  public  man  who  expressed  thought 
on  the  subject  said  he  believed  there  would  be  a  strike. 

There  was  a  decidedly  distinct  hope  that  the  union  leaders 
would  try  to  carry  out  their  plans.  The  thought  was  about 
that  voiced  by  Senator  Nelson,  in  which  he  expressed  the  hope 
that  they  would  strike,  so  there  could  be  a  trial  of  the  issue 
created  thereby. 

Senator  Cummins,  after  having  talked  with  A.  P.  Thorn, 
general  counsel  for  the  railway  executives,  and  Chairman  Bar- 
ton, of  the  Labor  Board,  said  he  believed  there  would  be  no 
strike.  He  reiterated  that  rates  must  be  reduced.  He  said  a 
nation-wide  tie-up  of  the  transportation  system  would  be  disas- 
trous and  that  the  government  would  use  its  whole  force  to 
protect  men  willing  to  work. 

"I  have  no  hestitation  in  saying  that  if  the  railroads  are 
not  able  to  get  men  to  run  the  trains  the  federal  government  will 
find  it  its  duty  and  be  compelled  to  take  possession,  and  I  have 
no  doubt  that  in  that  event  the  government  can  get  enough  men 
to  transport  the  necessities  of  the  country,"  said  he. 

Early  in  the  day  Chairman  Barton  had  a  long  talk  with 
Senator  Cummins.  Then  the  three  members  of  the  public  group 
of  the  wage  board  went  to  Attorney-General  Daugherty's  office. 
The  Attorney-General,  however,  said  there  had  not  even  been  a 
thought  of  asking  for  an  injunction  forbidding  the  unions  to 
carry  out  their  announced  plans.  Later  in  the  day  Attorney- 
General  Daugherty  went  to  the  White  House  but  it  was  not 
at  all  sure  that  the  inference  that  he  talked  about  the  strike, 
was  correct. 

The  two  boards  held  a  joint  meeting  at  the  Commission's 
office  in  the  afternoon,  just  before  the  two  chairmen  went  to  the 
White  House. 

Quiet    in    Washington 

As  soon  as  it  was  announced  that  the  Labor  Board  had 
summoned  the  labor  leaders  to  a  conference  with  it  on  October 
20,  Washington  ceased  to  be  the  storm  center  in  railroad  strike 
matters.  The  national  capital  became  exceedingly  quiet  on  Oc- 
tober 19  because  the  President  went  to  Yorktown  to  participate 
in  the  inauguration  of  a  new  president  of  William  and  Mary 
college.  It  was  felt  that  no  move  would  or  could  be  made  in 
Washington  or  any  other  place  until  after  the  conference  be- 
tween the  labor  leaders  and  the  Labor  Board. 

About  the  only  extensive  talk  in  Washington  was  as  to  the 
character  and  extent  of  the  rate  reductions  about  which  Chair- 
man Barton  talked  openly,  as  if  he  knew  what  the  Interstate 
Commerce  Commission  was  about  to  do  in  the  western  grain 
rate  case,  and  about  which  the  White  House,  October  18,  had 
given  broad  hints.  There  was  a  little  talk  about  the  possibility, 
in  the  event  the  strike  actually  came  into  being,  of  Congress 
strengthening  the  part  of  the  law  creating  the  Railroad  Labor 
Board  and  defining  its  powers.  Senator  Cummins  expressed  the 
opinion  that  it  should  be  made  stronger  by  an  amendment  au- 
thorizing the  board,  in  the  event  a  railroad  or  a  labor  organiza- 
tion disregarded,  or  proposed  to  disregard,  an  order,  to  ask  a 
court  of  competent  jurisdiction  for  an  order  directing  the  rail- 
road or  labor  organization  to  observe  the  order. 

It  was  admitted  however,  that  such  legislation  could  not  be 
passed  before  the  day  set  for  the  beginning  of  the  strike  and 
probably  not  in  time  to  help  in  the  settlement.  The  proposal 
would  be  bitterly  fought  by  the  opponents  of  "compulsory  arbi- 
tration." The  subject  of  compulsory  arbitration  was  exhaustively 
discussed  at  the  time  the  wage  board  part  of  the  transportation 
act  was  under  consideration,  and  all  squints  in  that  direction 
were  eliminated  from  the  pending  bill. 

As  to  the  prospective  rate  reductions,  it  was  recalled  that 
the  only  two  cases  of  general  application  on  which  the  Com- 
mission could  be  expected  to  act  were  the  western  grain  and 
southern  hardwood  cases.  At  the  time  the  White  House  gave 
its  tip  about  "something  doing  on  rates,"  those  who  followed 
the  grain  case  had  been  for  a  week  expecting  the  promulgation 
of  the  Commission's  report  and  order.  There  was  no  doubt 
among  them  about  what  would  happen.  Elimination  of  the  ad- 
vance made  by  Ex  Parte  No.  74  was  expected,  although  it  was 
admitted  that  the  Commission  might  make  the  reduction  some- 
thing less  than  the  advance  it  allowed  in  August,  1920. 

In  connection  with  the  report  on  that  case  it  was  recalled 
that  the  figures  on  grain  and  grain  products  loading  since  the 
beginning  of  the  harvest  this  year  are  far  in  excess  of  those  of 
last  year  and  that,  therefore,  the  Commission,  if  it  reported 
according  to  expectations,  would  be  reducing  rates  on  com- 
modities which  had  moved,  in  this  season,  in  the  greatest  known 
volume. 

Between  June  1  and  October  1  this  year  the  movement  of 
grain  and  grain  products  totaled  948,121  cars.  Last  year,  between 
the  same  dates,  the  loading  was  only  685,592  cars,  an  excess 
this  year  over  last  of  262,529. 


The  fact  that  the  movement  this  year  had  been  heavier  tham 
last  was  brought  out  and  commented  upon  at  the  hearings  o« 
grain  rates  in  September.  The  explanation  made  by  the  grain 
men  was  that  last  summer  and  fall  they  could  not  obtain  car* 
and  therefore  they  could  not  ship.  This  year  they  said  the 
supply  of  cars  was  plentiful  and  the  farmers  were  so  hard  pressed, 
financially  that  they  had  to  ship  their  grain  and  take  whatever 
they  could  obtain  for  it.  They  said  that  unless  the  rates  wera 
lowered  for  next  year's  crop  production  would  drop  sharply  and 
the  price  of  grain  probably  go  away  above  what  it  was  in  the 
post-bellum  boom  of  1919. 

Grain  loading  this  year  was  the  heaviest  ever  known.  Be- 
tween the  dates  mentioned  it  exceeded  the  highest  ever  known 
by  26.4  per  cent.  The  previous  high  record,  for  a  week,  was  in 
the  week  of  September  25,  1919. 

Harding  Rate  Reduction  Plan 

According  to  the  general  understanding  of  the  Harding  rate 
reduction  program,  approved  by  the  commissioners  who  believe 
with  him  that  the  way  to  restore  "normalcy"  is  to  cut  the 
revenues  of  the  carriers,  the  reductions  are  to  be  made  on  grain 
and  grain  products,  live  stock,  and  forest  products.  The  funda- 
mental theory  is  that  the  country  is  in  a  bad  way  and  extra- 
ordinary steps  are  needed  to  restore  it  to  business  health. 

If  car  loading  is  an  index,  the  country  is  not  in  a  bad  way 
at  all.  In  the  contrary,  it  is  doing  more  than  90  per  crnt  of  the 
peak  amount  of  business;  not  more  than  90  per  cent  of  the 
normal  business,  but  more  than  90  per  cent  of  the  post-war 
peak  of  business.  Car-loading  for  weeks  has  hovered  around 
900,000.  The  peak  reached  in  the  week  of  September  25,  1919 
(counting  only  since  the  end  of  hostilities),  was  995.901  cars. 
In  the  week  of  October  1  this  year  the  loading  was  901,078.  That 
was  90.8  per  cent  of  the  corresponding  week  in  the  boom  of  the 
fall  of  1920  and  90.5  per  cent  of  the  post-bellum  high  point, 
when  the  loading  reached  995,901  cars.  In  one  week  during  the 
war  the  loading  was  a  few  hundred  cars  above  the  1,000,000 
mark.  That,  however,  was  only  about  6,000  cars  more  than 
the  high  point  in  1919. 

In  the  week  of  October  1,  1921,  the  loading  compared  with 
the  same  week  of  1920,  when  business  was  on  a  boom,  was  the 
following  percentage  of  1920:  Grain  and  grain  products,  130.8; 
live  stock,  98.5;  coal,  84.8;  coke,  38;  forest  products,  79.7;  iron 
ore,  33.6;  merchandise,  100.3,  and  total,  90.8.  The  loading  in 
that  same  week  of  October  1,  1921,  compared  with  the  high  points 
in  1919,  by  commodities,  was  as  follows:  Grain  and  grain 
products,  126.4;  live  stock,  92.4;  coal.  81.4;  coke,  58.3;  forest 
products,  75.7;  iron  ore,  37.8;  merchandise,  100,  and  total.  90.5. 

The  Harding  proposal,  therefore,  is  not  that  rates  shall  be 
reduced  on  the  commodities  which  have  been  moving  in  the 
.  smallest  volume  but  on  those  which  have  been  moving  at  the 
highest.  The  lowest  state  of  the  Iron  and  steel  industry,  it  is 
believed,  is  plainly  indicated  by  the  small  movement  of  bee  hive 
coke  and  iron  ore.  The  movement  of  bee-hive  coke,  as  expressed 
in  total  tons,  is  not  the  significant  figure  it  used  to  be  because 
bee  hive  has  been  displaced  to  a  considerable  extent  by  by- 
product coke.  The  real  index,  it  is  believed,  so  far  as  the  iron 
and  steel  industry  is  concerned,  is  furnished  by  the  small  move- 
ment of  iron  ore.  In  the  week  of  October  1,  1921,  the  tonnage 
of  iron  ore  was  33.6  of  the  movement  in  the  corresponding 
week  of  1920. 

There  was  a  little  discussion  about  what  steps  the  govern- 
ment might  take,  if  any,  to  break  the  strike  or  to  mitigate  its 
rigors.  Officialdom  seemed  averse  to  the  employment  of  the  in- 
junction. Its  aversion  seemed  to  be  based  on  the  assumption 
that  the  labor  leaders  would  welcome  injunction  proceedings 
as  a  means  for  them  to  pose  as  martyrs  before  their  fellows. 

Attorney-General  Daugherty  said  the  Department  of  Jus- 
tice would  take  such  measures  as  might  be  necessary  if  it  were 
called  upon  to  act  in  the  railroad  strike  situation.  He  said 
the  Department  was  giving  most  consideration  to  the  people  who 
were  entitled  to  the  use  of  the  transportation  facilities.  Refer- 
ring to  the  meeting  with  the  public  group  of  the  Labor  Board, 
he  said  the  legal  phases  of  the  board's  power  under  the  trans- 
portation act  had  been  discussed. 

McChord  at  White  House 

Chairman  McChord  of  the  Commission  was  at  the  White 
House  October  20,  but  he  said  his  call  was  not  in  connection 
with  any  cases  in  which  the  complainants  had  asked  for  reduced 
rates  on  grain,  grain  products,  hay  and  hardwood  lumber.  An- 
swering questions  by  newspaper  men,  he  said  the  Commission 
was  giving  ordely  consideration  to  cases  in  which  reductions 
had  been  requested  and  that  the  Commission  would  hand  down 
decisions  in  them  in  due  course.  He  would  not  divulge  the 
purpose  of  his  visit  to  the  White  House. 
Plans  to  Meet  Strike 

Secretary  Hoover  said  Oct.  20  the  Department  of  Commerce 
had  completed  plans  for  co-operation  with  state  governments  for 
the  movement  of  essential  commodities  by  truck  and  otherwise 
in  the  event  a  strike  takes  place.  It  has  collected  data  showing 
where  reserve  supplies  of  such  commodities  may  be  had  and 
is  co-operating  with  large  industries  that  have  mobilized  at 
strategic  points  supplies  that  will  be  most  needed  in  case  of 
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a  strike.  Officials,  however,  still  held  the  belief  that  a  strike 
would  be  averted  and  pointed  out  that  the  steps  that  have  been 
taken  vi  IT  taken  out  of  an  abundance  of  caution.  Secretary 
Hoover  said  distribution  would  be  largely  by  motor  trucks  If  a 
strike  came. 

Speculation  as  to  Reduced  Rates 

Speculation  as  to  what  the  Commission,  or  the  rail  execu- 
tives, or  both,  would  do  to  carry  out  President  Hardlng's  plan 
to  have  freight  rates  reduced  has  run  wild  since  Chairmen  Mc- 
Chord  and  Barton  called  on  the  President  October  17.  Section 
15a  was  hauled  out  and  read  assiduously  by  amateurs.  Some 
came  to  the  conclusion  that  because  it  directs  the  Commission  to 
"initiate  and  establish"  rates  which,  in  Its  judgment,  will  give 
Un>  carriers  a  specified  rate  of  return  on  the  value  of  their 
property  devoted  to  transportation,  the  Commission  has  been 
authorized,  if  it  so  elects,  to  order  rates,  either  up  or  down,  with- 
out hearing. 

On  the  assumption  lhat  the  Commission  had  come  to  a  con- 
clusion that  it  had  been  clothed  with  power  to  make  summary 
increases  or  advances,  the  head  of  one  important  organization 
in  Washington  advised  some  of  the  leading  men  in  his  organiza- 
tion that,  in  his  judgment,  there  would  be,  in  a  few  days,  reduc- 
tions on  the  heavy-loading,  basic  commodities,  which  would  leave 
the  ultimate  rates  about  seventeen  per  cent  over  those  brought 
into  existence  by  General  Order  No.  28,  operative  June  25,  1918. 

There  was  considerable  haziness  in  all  the  speculation  that 
went  to  the  point  of  naming  the  percentage  of  increases  as  to 
whether  the  changes  would  be  brought  about  by  summary  orders 
of  the  Commission  or  by  means  of  agreements  between  the  rail 
executives  and  the  commissioners.  One  method  which  seemed 
to  be  a  favorite  \vas  that  the  rail  executives  would  enter  into 
stipulations  with  the  Commission  whereby  the  latter,  using  the 
stipulations  as  admitted  facts,  would  say.  that  the  percentage 
of  return  provided  by  section  15a  could  be  obtained  by  putting 
into  effect  rates  set  forth  in  the  order  attached  to  the  agreed 
statement  of  facts  or  stipulation. 

If  the  rail  executives  were  satisfied  that  they  should  reduce 
rates,  no  matter  what  might  be  the  compelling  reason,  it  might 
be  observed,  there  would  be  no  necessity  for  a  stipulation,  or 
what  might  be  called  a  consent  decree.  They  have  the  power  to 
reduce  rates,  subject  only  to  the  power  of  the  Commission  to 
suspend  what  they  might  propose. 

That  pressure  has  been  put  on  the  rail  executives  to  bring 
about  reductions  on  the  heavy  loading  commodities  is  no  secret. 
They  have  been  advised  by  the  highest  officials  in  Washington 
that  it  would  be  good  for  them,  as  a  matter  of  policy  that  would 
probably  result  in  better  revenues,  to  cut  rates,  especially  on 
products  of  the  farm,  range  and  forest. 

Representatives  of  nearly  every  industry,  since  the  pressure 
began  being  applied  in  a  semi-public  way,  have  been  using  their 
powers  of  argument  to  show  the  officials  engaged  in  applying  the 
pressure  that  the  tonnage  in  which  they  are  interested  should 
be  included  in  the  list  of  things  on  which  reductions  were  to 
be  made.  About  the  only  exception  to  that,  so  far  as  can  be 
learned,  is  the  iron  and  steel  industry.  Exception  of  that 
industry,  however,  does  not  mean  that  there  has  not  been  one 
representation  in  behalf  of  lower  rates  on  iron  and  steel.  It 
means  that  there  has  been  no  widespread  general  demand  from 
that  industry,  in  a  public  way,  for  reductions.  Its  representatives 
may  have  been  working  in  such  a  way  as  to  avoid  public  notice. 

The  great  drive,  however,  has  been  in  behalf  of  the  farmers, 
stockmen  and  lumbermen.  President  Hardings'  utterances  have 
been  in  favor  of  reductions  on  "heavy  commodities"  without 
limiting  "heavy  commodities"  in  such  way  as  to  exclude  coal, 
iron  and  steel,  stone  or  oil.  Usually,  however,  the  specifications 
have  included  only  the  products  of  the  farm,  range  and  forest. 

About  the  only  definite  thing  in  the  whole  mass  of  specula- 
tion was  the  expectation  that  the  Commission's  decision  in  the 
western  grain  rate  case  would  come  down  before  the  strike 
orders  of  the  labor  organizations  were  due  to  be  enforced.  As 
a  matter  of  fact,  those  who  thought  they  were  in  close  touch 
with  that  case  rather  expected  it  before  the  labor  leaders  came 
out  with  their  counter-blast  against  the  announced  intention  of 
the  rail  executives  to  ask  for  further  reductions  in  wages  and 
changes  in  working  conditions.  The  expectation  of  an  early 
decision  was  based  on  the  small  facts  that  crop  out  in  the  routine 
of  the  Commission's  work,  which  in  all  cases  are  taken  as  In- 
dicating that  a  report  is  to  be  expected  within  a  few  days. 

One  of  the  thoughts  in  connection  with  the  report  on  that 
case  has  been  that  the  Commission,  in  it,  might  take  the  oppor- 
tunity to  say  to  the  railroads  that  they  had  not  heeded  the  ad- 
monition in  the  Commission's  report  and  order  in  Ex  Parte  No. 
74  to  observe  long  standing  adjustments  and  to  restore  relation- 
ships and  that  they  had  better  busy  themselves  along  that  line 
now. 


ROADS  PLAN  WAGE  AND  FREIGHT  CUTS 

The  railroads  will  not  voluntarily  make  a  general  reduc- 
tion in  freight  rates  unless  ana  until  a  further  cut  in  wages 
is  granted  by  the  Labor  Board.  In  that  sentence  is  summed 
up  the  work  performed  at  the  meeting  of  the  Association  of 


Railway  Executives  in  Chicago,  October  14.  In  a  statement. 
Issued  by  Thomas  De  Witt  Cuyler,  chairman  of  the  association, 
immediately  after  the  close  of  the  meeting,  the  Impossibility 
of  further  reducing  the  revenues  of  the  carriers  by  rate  reduc- 
tions without  being  able  to  reduce  correspondingly  their  operat- 
ing costs,  was  get  forth,  together  with  a  definite  promise  that 
any  reduction  in  costs  which  might  result  from  new  wage  cuts 
would  immediately  be  passed  on  to  the  public.  An  application 
for  the  removal  of  the  remainder  of  the  Increases  granted  the 
workers  in  July,  1920,  is  to  be  made  to  the  Labor  Board  Im- 
mediately. 

The  promise  that  any  reduction  In  labor  costs  will  be  re- 
flected in  reduced  rates  was  qualified  by  the  phrase,  "except 
In  so  far  as  such  reductions  shall  have  been  made  in  the  mean- 
time." Neither  Mr.  Cuyler  nor  any  of  several  other  executives 
present  at  the  meeting  would  admit  that  Immediate  reductions 
in  rates  on  agricultural  products  or  on  other  basic  commodities, 
were  decided  on. 

Mr.  Cuyler's  statement  was  as  follows: 

"At  a  meeting  of  the  Association  .of  Railway  Executives 
today  it  was  determined  by  the  railroads  of  the  United  States 
to  seek  to  bring  about  a  reduction  In  rates,  and  as  a  means  to 
that  end  seek  a  reduction  in  present  wages  which  have  com- 
pelled maintenance  of  the  present  rates. 

"An  application  will  be  made  immediately  to  the  United 
States  Railroad  Labor  Board  for  a  reduction  in  wages  of  train 
service  employes  sufficient  to  remove  the  remainder  of  the  In- 
crease made  by  the  Labor  Board's  decision  of  July  20,  1920 
(which  would  involve  a  further  reduction  of  approximately  10 
per  cent)  and  for  a  reduction  in  the  wages  of  all  other  classes 
of  railroad  labor  to  the  going  rate  for  such  labor  in  the  several 
territories  where  the  carriers  operate. 

"The  toregoing  action  is  upon  the  understanding  that  con- 
currently with  such  reduction  in  wages,  the  benefit  of  the  reduc- 
tion thus  obtained  shall,  with  the  concurrence  of  the  Interstate 
Commerce  Commission,  be  passed  on  to  the  public  in  the  reduc- 
tion of  existing  railroad  rates,  except  in  so  far  as  such  reduc- 
tions shall  have  been  made  in  the  meantime. 

"The  railroads  have  decided  upon  this  course  in  view  of 
their  realization  of  the  fact  that  the  wheels  of  industrial  activity 
have  been  slowed  down  to  a  point  which  brings  depression  and 
distress  to  the  entire  public  and  that  something  must  be  done 
to  start  them  again  in  operation. 

"The  situation  which  confronts  the  railroads  is  extremely 
critical.  The  railroads  in  1920  realized  a  net  railway  operat- 
ing income  of  about  62  million  dollars  upon  a  property  invest- 
ment of  over  nineteen  billion  dollars  and  even  this  amount 
of  sixty-two  millions  included  back  mail  pay  for  prior  years 
received  from  the  government  of  approximately  sixty-four  mil- 
lion dollars,  thus  showing  when  the  operations  of  that  year 
alone  are  considered  an  actual  deficit  before  making  any  allow- 
ance for  either  interest  or  dividend. 

"The  year  ended  in  a  serious  depression  in  all  branches  of 
industry  and  a  marked  reduction  of  the  market  demand  for  and 
the  prices  of  basic  commodities,  resulting  in  a  very  serious 
falling  off  in  the  volume  of  traffic. 

"In  this  situation,  a  policy  of  the  most  rigid  economy  and 
of  postponing  and  cutting  to  the  bone  the  upkeep  of  the  prop- 
erties was  adopted  by  the  railroads. 

"This  was  at  the  price  of  neglecting  and  for  the  time  de- 
ferring work  which  must  hereafter  and  in  the  near  future  be 
done  and  paid  for.  This  is  illustrated  by  the  fact  that,  as  of 
September  15,  1921,  over  16  per  cent,  or  374,431  in  number  of 
the  freight  cars  of  the  carriers  were  in  bad  order  and  needing 
repairs,  as  against  a  normal  of  bad  order  cars  of  not  more  than 
160,000  and  is  further  illustrated  by  the  deferred  and  inadequate 
maintenance  of  other  equipment  and  of  roadway  and  structures. 

"Even  under  those  conditions  and  with  this  large  bill  charged 
up  against  the  future — which  must  soon  be  provided  for  and 
paid  if  the  carriers  are  to  perform  successfully  their  trans- 
portation duties — the  result  of  operations  for  the  first  eight 
months  of  this  year,  the  latest  available  figures,  has  been  at  a 
rate  of  net  railway  operating  income  before  providing  for  in- 
terest or  dividends,  amounting  to  only  2.6  per  cent  per  annum, 
on  the  valuation  of  the  carrier  properties  made  by  the  Interstate 
Commerce  Commission  in  the  recent  rate  case,  an  amount  not 
sufficient  to  pay  the  interest  on  their  outstanding  bonds. 

"It  is  manifest,  from  this  showing,  that  the  rate  of  return 
of  5%  or  6  per  cent  for  the  first  two  years  after  March  1,  1920 
fixed  by  the  Transportation  Act  as  a  minimum  reasonable  re^ 
turn  upon  railroad  investment,  has  not  been  even  approximated 
—much  less  reached;  and  that  the  present  high  rates  accordingly 
are  not  due  to  any  statutory  guarantee  of  earnings,  for  there 
is  no  such  guarantee. 

"In  analyzing  the  expenses  which  have  largely  brought  about 
this  situation  it  becomes  evident  that  by  far  the  largest  con- 
tributing cause  is  the  labor  cost. 

"Today  the  railroads  pay  out  to  labor  approximately  60 
cents  of  the  dollar  they  receive  for  transportation  services 
whereas  in  1916  40  cents  of  the  dollar  went  to  labor. 

"On  the  first  day  of  January,  1917,  when  the  government 
took  charge  of  wages  through  the  Adamson  act,  the  labor  costs 
of  the  railroads  had  not  exceeded  the  sum  of  about  $1,468.000000 
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annually.  In  1920,  when  governmental  authority  made  the  last 
increase,  the  labor  costs  of  the  railroads  were  about  $3,698,000,- 
000  annually,  or  if  continued  throughout  the  year  instead  of 
for  the  eight  months  during  which  the  wage  increases  were 
in  effect,  the  labor  cost,  on  an  annual  basis,  would  have  been 
largely  in  excess  of  $3,900,000,000 — an  increase  since  the  gov- 
ernment took  charge  of  railroad  wages  in  the  Adamson  act 
of  approximately  $2,450,000,000  annually.  In  the  light  of  these 
figures  it  is  manifest  that  the  recent  reduction  of  wages  author- 
ized by  the  Labor  Board,  estimated  from  10  to  12  per  cent,  in 
no  sense  meets  or  solves  the  problem  of  labor  costs  and  in  no 
way  makes  it  possible  for  the  railroads  to  afford  a  reduction 
in  their  revenues. 

"Indeed,  during  the  past  year  there  have  been  between  four 
and  five  thousand  individual  reductions  in  freight  rates.  On 
some  railroads  the  reduction  in  rates  have  amounted  to  more 
than  the  reduction  in  wages  so  far  made  and  on  many  other 
railroads  the  reduction  in  wages  allowed  no  net  return  on 
operation,  but  merely  provided  against  a  further  accumulation 
of  a  deficit. 

"The  point  is  often  made  that  agriculture  and  other  indus- 
tries are  also  suffering  the  same  immediate  difficulty  as  the 
rai'roads.  Why.  therefore,  do  not  the  railroads  take  their  medi- 
cine like  anybody  else?  The  answer  lies  in  several  facts: 

"1.  The  railroads  were  not  permitted,  as  were  other  indus- 
tries, to  make  charges  during  the  years  of  prosperity,  making 
possible  the  accumulation  of  a  surplus  to  tide  them  over  the 
present  extreme  adversity.  According  to  the  repoi'ts  of  the 
I.  C.  C.,  the  rate  of  return  on  property  investment  of  the  rail- 
roads of  the  United  States  for  the  past  several  years  has  been 
as  follows: 

RATE   OF  RETURN   EARNED   BY  RAILROADS   OF   THE   UNITED 
STATES  ON  THEIR  PROPERTY  INVESTMENT. 

1912 4.84% 

1913 5.15' '« 

1914 4.17% 

1915 4.20% 

1916  fiscal  year 5.90% 

1916  calendar  year 6.16% 

1917  calendar  year : 5.26% 

1918 3.51% 

1919...  2.46% 

1920 0.32% 

"It  will  thus  be  noted  that  during  the  years  when  other 
industries  were  making  very  large  profits,  when  the  prices  of 
farm  products  and  the  wages  of  labor  were  soaring  to  unheard- 
of  heights,  the  earnings  upon  railroad  investments  of  the  United 
States  were  held  within  very  narrow  limits,  and  that  they  have 
during  the  past  four  years  progressively  declined. 

"2.  The  railroads  are  responsible  to  the  public  for  provid- 
ing adequate  transportation.  Their  charges  are  limited  by  pub- 
lic authority  and  they  are  in  very  large  respects  (notably  for 
labor)  compelled  to  spend  money  on  a  basis  fixed  by  public  au- 
thority. The  margin  within  which  they  are  permitted  to  earn 
a  return  upon  their  investments,  or  to  offer  inducements  to 
attract,  new  capital  for  extensions  and  betterments,  is  extremely 
limited.  However  much  the  railroads  might  desire,  therefore, 
to  reduce  their  charges  in  times  of  depression,  it  will  be  per- 
ceived that  the  limitations  surrounding  their  actions  do  not 
permit  them  to  give  effect  to  broad  and  elastic  policies  which 
might  very  properly  govern  other  minds  of  business  not  thus 
restricted. 

"It  has  been  urged  upon  the  railroads  that  a  reduction  in 
rates  will  stimulate  traffic,  and  that  increased  traffic  will  pro- 
tect the  carriers  from  the  loss  incident  to  a  reduction  in  rates. 
The  railroad  managements  cannot  disguise  from  themselves  the 
fact  that  this  suggestion  is  merely  conjectural  and  that  an 
adverse  result  of  the  experiment  would  be  disastrous,  not  only 
to  the  railroads,  but  to  the  public,  whose  supreme  need  is 
adequate  transportation.  Consequently  the  railroad  .manage- 
ments cannot  feel  justified  in  placing  these  instrumentalities 
so  essential  to  the  public  welfare  at  the  hazard  of  such  an 
experiment  based  solely  upon  such  a  conjecture. 

"It  is  evident,  however,  that  existing  transportation  charges 
bear  in  many  cases  a  disproportionate  relationship  to  the  prices 
at  which  some  commodities  can  be  sold  in  the  market,  and  that 
existing  labor  and  other  costs  of  transportation  impose  upon 
industry  and  agriculture  generally  a  burden  greater  than  they 
should  bear.  This  is  especially  true  of  agriculture,  which  is 
suffering  to  a  greater  extent  than  any  other  industry  in  the 
reduced  prices  of  its  products,  and  for  which  some  relief  must 
be  found  to  escape  an  entire  readjustment  and  a  serious  reloca- 
cation  of  agricultural  production. 

"The  railroad  managements  are  keenly  sensitive  to  and 
sympathetic  with  this  distressing  situation  and  desire  to  do 
everything  to  assist  in  relieving  it  that  is  compatible  with  their 
duty  to  furnish  the  transportation  which  the  public  must  have. 

"At  the  moment,  railroads  in  many  cases  are  paying  40 
cents  an  hour  for  unskilled  labor  when  similar  labor  is  working 
alongside  the  railroads  and  can  easily  be  obtained  by  them  at 
20  cents  an  hour.  The  railroads  of  the  country  paid  in  1920  a 
total  of  considerably  over  $1,300,000,000  to  unskilled  labor  alone. 
However  desirable  it  may  be  to  pay  this  or  that  schedule  of 


wages,  it  is  obvious  that  it  cannot  be  paid  out  of  railroad  earn- 
ings unless  the  industries  which  use  the  railroads  are  capable 
of  meeting  such  charges. 

"The  railroads,  and  through  them  the  people  generally,  are 
also  hampered  in  their  efforts  to  economize  by  a  schedule  of 
working  rules  and  conditions  now  in  force  as  a  heritage  from 
the  period  of  federal  control  and  upheld  by  the  Railroad  Labor 
Board.  These  conditions  are  expense,  uneconomic  and  unneces- 
sary from  the  point  of  view  of  railroad  operation  and  extremely 
burdensome  upon  the  public  which  pays  the  bill.  This  schedule 
of  wages  and  working  conditions  prevents  the  railroads  from 
dealing  equitably  with  labor  costs  in  accordance  with  rapidly 
changing  conditions  and  the  great  variety  of  local  considerations 
which  ought  to  control  wages  in  different  parts  of  the  country. 
The  railroads  are  seeking  to  have  those  rules  and  working  cor^ 
ditions  abrogated. 

"The  railroads  will  seek  the  reduction  in  wages  now  pro- 
posed by  first  requesting  the  sanction  of  the  Railroad  Labor 
Board.  The  railroads  will  proceed  with  all  possible  dispatch 
and  as  soon  as  the  Railroad  Labor  Board  shall  have  given  its 
assent  to  the  reduction  of  wages  the  general  reduction  of  rates 
will  be  put  into  effect." 


RAILROADS  TO  FIGHT  IT  OUT 

"A  general  reduction  in  rates  without  a  further  reduction 
in  wages  would  be  ruinous  to  many  railways."  In  that  language 
the  executives  of  the  lines  entering  Chicago.  October  17.  rejected 
the  proposal  made  in  Washington  by  members  of  the  Labor 
Board  that  an  immediate  reduction  in  rates  be  made  and  that 
the  plan  for  further  wage  cuts  be  withdrawn  until  such  a  reduc- 
tion had  been  made.  In  a  statement,  issued  by  Samuel  M.  Felton, 
president  of  the  Chicago  Great  Western,  and  chairman  of  the 
Western  Committee  bn  Public  Relations  of  the  Association  of 
Railway  Executives,  after  a  meeting  of  Chicago  railway  leaders 
and  in  their  behalf,  said  that  the  railroads  had  elected  to  fight 
out  with  the  workers  the  strike  which,  "if  it  occurs,  will  be  a 
strike  against  a  decision  made  by  a  government  body  acting 
in  accordance  with  a  federal  law." 

The  statement  outlines  what  the  executives  think  are  the 
causes  leading  up  to  the  strike  order.  It  reads  as  follows: 

"It  is  most  important  that  the  public  should  clearly  under- 
stand the  reason  for,  and  the  significance  of,  the  order  for 
strikes  on  the  railroads  which  has  been  issued  by  the  railway 
labor  brotherhoods.  The  thing  it  is  proposed  to  strike  against 
is  the  decision  of  the  Railroad  Labor  Board  authorizing  the 
reduction  of  12  per  cent  in  wages  v.'hich  the  railways  put  into 
effect  on  July  1,  1921.  There  is  at  present  no  other  possible 
ground  for  a  strike  by  the  railway  labor  brotherhoods. 

"The  Railroad  Labor  Board  was  created  by  the  transporta- 
tion act,  passed  by  Congress  in  1920,  which  delegates  to  it  the 
duty,  in  case  of  disputes,  of  determining  reasonable  wages  and 
working  conditions  of  railway  employes.  The  wage  reduction  put 
in  effect  on  July  1  was  authorized  by  tho  Railroad  Labor  Board 
under  the  provisions  of  this  act.  Therefore,  the  strike  which 
has  been  ordered  will  be,  if  it  occurs,  a  strike  against  a  decision 
made  by  a  government  body  acting  in  accordance  with  a  federal 
law. 

"The  situation  presented  is,  in  important  respects,  more 
serious  than  that  created  by  the  issuance  of  a  strike  order  by 
the  same  labor  organizations  in  1916,  which  precipitated  the 
passage  of  the  Adamson  act.  At  that  time,  while  tli?  railways 
had  asked  for  arbitration,  there  had  not  hpen  any  arbitratim 
because  the  labor  unions  had  refused  it.  Therefore,  the  labor 
unions  were  then  within  the  law. 

"The  present  case  is  entirely  different.  There  is  now  a  law 
which  requires  the  railways  and  their  employes  to  submit  to  the 
Railroad  Labor  Board  disputes  which  may  interrupt  transporta- 
tion. In  1920  demands  for  advances  in  wages  made  by  the  rail- 
v/ay  employes  were  submitted  to  the  Railroad  Labor  Board,  and 
It  granted  them  advances  averaging  22  per  cent.  The  railways, 
in  accordance  with  the  law,  put  these  advances  in  wages  into  ef- 
fect.. In  1921  the  railways  applied  to  the  Labor  Board  to  cancel 
this  entire  advance  in  wages  and  the  board  authorized  a  reduc- 
tion of  cnly  12%  per  cent.  While  the  railways  complied  with 
the  decision  in  1920  for  an  advance  in  wages,  the  labor  brother- 
hoods propose  now  to  defy  the  law,  and  strike,  rather  than  ac- 
cept a  much  smaller  reduction  in  wages.  The  course  of  the 
labor  unions  in  ordering  a  strike  in  violation  of  the  decision  of 
the  Railroad  Labor  Board,  and  in  disregard  of  plain  provisions 
of  lav/,  is  clearly  adapted  to  nullify  these  provisions  of  the  law. 
The  main  object  of  the  labor  provisions  of  the  law  was  to  pre- 
vent railway  strikes,  and  if  strikes  occur  regardless  of  them 
these  provisions  will  soon  be  rendered  a  nullity. 

"The  railway  executives  of  the  country,  at  a  meeting  in 
Chicago  on  October  14,  decided  to  ask  the  Railroad  Labor 
Board  for  a  further  reduction  in  wages  and  to  give  the  public  in 
the  form  of  reductions  in  rates  all  the  benefit  of  any  further  re- 
ductions in  wages  that  were  granted.  This,  however,  afforded 
the  labor  brotherhoods  no  reason  for  ordering  a  strjke.  As  ;> 
matter  of  fact,  the  strike  vote  was  taken  on  the  question  of 
accepting  the  wage  reduction  authorized  by  the  Labor  Board 
last  July  and  the  strike  order  had  been  prepared  before  the 
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meeting  of  the  railway  executives  in  Chicago  was  held.  The 
railway  i  \.  rtitives  at  their  meeting  in  Chicago  on  October  14 
ilid  not  miiko  any  reduction  in  wages,  but  merely  decided,  In 
accordance  with  the  provisions  of  the  transportation  act,  to 
the  Railroad  Labor  Hoard  to  authorize  them  to  make  a 
run  her  reduction  in  wages.  The  further  reduction  in  wages 
contemplated  by  them  would  not  be  made  until  after  full  hear- 
ings before,  and  a  decision  by,  the  Labor  Board. 

"The  reduction  in  wages  granted  by  the  Railroad  Labor 
Board  last  July  was  made  in  accordance  with  the  same  provi- 
sions of  law  under  which  the  advance  in  wages  was  granted  in 
July.  1920.  The  railway  employes  have  no  more  moral  or  legal 
right  to  strike  against  it  than  the  railroads  would  have  had  to 
have  refused  to  grant  the  advance  in  wages  which  was  awarded 
by  the  Railroad  Labor  Board  in  1920. 

"For  a  full  understanding  of  the  present  railway  situation 
with  respect  to  labor  and  rates,  it  Is  necessary  to  recall  the 
developments  of  recent  years. 

"Congress  decided,  much  against  the  wishes  of  the  labor 
leaders  and  advocates  of  the  Plumb  plan,  that  the  railways 
should  lie  returned  to  their  owners  on  March  1,  1920,  and  about 
the  same  time  Congress  passed  the  transportation  act,  containing 
provisions  intended  to  restore  the  earning  capacity  of  the  rail- 
ways as  well  as  to  assure  fair  and  reasonable  compensation  to 
the  employes. 

"The  duty  of  dealing  with  railway  revenues  was  given  to  the 
Interstate  Commerce  Commission,  and  it  was  directed  to  au- 
thorize rates  that  until  March  1,  1922,  would  yield  an  average 
return  of  5%  to  6  per  cent  on  the  valuations  of  the  railroad 
properties  as  made  by  the  Commission.  The  Labor  Board,  as 
already  stated,  was  created  for  the  purpose,  among  others,  of 
determining,  in  cases  of  disputes,  reasonable  wages  and  working 
ccnditions. 

"Under  this  legislation  the  Interstate  Commerce  Commission 
invited  the  railways  to  make  application  to  them  for  such  rates 
as  would  be  necessary  to  yield  the  net  return  provided  for  by 
the  act.  The  labor  unions  at  once  made  application  to  the  Labor 
Board  for  a  substantial  increase  in  v.agcs. 

"The  two  hearings  were  at  the  same  time.  The  decision  of 
the  Labor  Board  was  announced  first,  and,  as  already  indicated, 
established  wages  that  involved  an  increase  of  about  12  per  cent 
in  the  wages  then  being  paid  and  amounting  to  about  $750,000,000 
a  year.  The  Labor  Board  found  that  the  increase  in  the  cost  of 
living  as  of  May  1,  1920,  to  which  the  wage  decision  was  made 
retroactive,  warranted  the  further  increase  in  wages  in  addition 
to  the  advances  in  wages  made  under  government  control.  The 
Interstate  Commerce  Commission  later  increased  the  passenger 
and  freight  rates  and  the  advance  in  rates  became  effective 
August  26,  1920.  The  labor  unions  accepted  the  increase  in 
wages;  the  law  was  all  right  for  them  so  far. 

"In  the  fall  of  1920  it  was  realized  by  the  railways  and  the 
Interstate  Commerce  Commission  that  the  advance  in  rates 
would  be  entirely  insufficient  to  yield  the  return  provided  in 
the  transportation  act.  This  was  partly  due  to  the  fact  that  the 
advance  in  rates  was  not  sufficient  to  cover  the  increases  in 
wages  and  other  operating  costs  that  had  occurred,  and  partly 
to  a  heavy  decline  in  business.  By  January  the  situation  had 
become  so  acute  that  the  railroads  were  not  earning  their  in- 
terest, and  many  were  not  earning  their  operating  expenses. 

"Meantime,  there  was  occurring  a  heayv  decline  in  the  cost 
of  living,  and  the  railroads,  faced  with  a  dangerous  financial 
situation,  appealed  to  the  Labor  Board  for  the  abrogation  of  its 
wage  advance  of  July,  1920.  The  decline  in  the  cost  of  living 
which  had  occurred  more  than  justified  this  application.  The 
Board,  however,  instead  of  granting  what  the  railroad  asked, 
practically  split  the  difference,  and  left  the  men  with  about  half 
of  the  increase  of  July,  1920.  This  order  did  not  meet. the  re- 
quirements of  the  situation.  The  shipping  public  demanded  a 
reduction  in  freight  rates,  claiming  that  the  severe  depression 
in  business  was  largely  due  to  high  freight  rates.  The  railroads 
were  unable  to  meet  the  demand  for  a  general  reduction  in  rates 
and  live.  They  have,  however,  reduced  a  large  number  of  rates 
and  removed  inequalities  and  restored  differentials  by  further 
reductions.  They  could  not  make  a  general  reduction  in  rates 
without  a  further  reduction  in  wages. 

"As  the  wagecs  fixed  by  the  Labor  Board  were  generally 
very  much  higher  than  the  prevailing  wages  in  industry,  the 
public  clamor  became  insistent  that  the  railroads  were  not  only 
maintaining  higher  freight  rates  than  were  justified,  but  that 
the  wages  paid  by  them  were  seriously  affecting  labor  condition: 
in  industrial  plants.  The  farmer  likewise  was  very  much 
wrought  up  by  the  payment  by  the  railways  under  the  decision 
of  the  Labor  Board  of  wages  to  trackmen  very  much  higher 
than  the  wages  for  unskilled  labor  prevalent  in  the  various 
sections  of  the  country.  The  farmers  realized  that  this  forced 
them  to  pay  higher  wages  than  would  otherwise  be  necessary. 
Farm  products  have  been  thoroughly  deflated  and  -the  farmer 
wants  removed  every  obstacle  to  a  return  to  lo\ver  rates  of 
freight,  in  order  that  he  may  market  his  crops  without  a  loss. 

"The  railroads  are  in  sympathy  with  him  and  desire  to  meet 
the  demand  for  lower  rates  on  farm  products  as  well  as  other 
i  (inimodities.  and  it  was  for  this  reason  they  decided  on  October 


14  to  ask  the  Labor  Board  for  a  further  reduction  in  waxen  that 
would  practically  restore  the  scale  existing  prior  to  May,  1920. 

"The  cost  of  living  has  gone  down  more  than  this  reduction 
would  amount  to.  Railway  employes  generally,  even  after  the 
wages  were  restored  to  those  prior  to  May  1,  1920,  would  be 
able  to  buy  much  more  of  the  things  that  enter  into  the  cost  of 
living  than  they  could  prior  to  the  war.  The  average  wage  per 
hour  of  railway  employes  is  now  at  least  135  per  cent  more  than 
In  1914,  while  the  cost  of  living,  according  to  responsible  au- 
thorities, is  only  65  per  cent  above  that  of  1914.  Surely  there 
Is  nothing  Inconsistent,  unfair,  or  oppressive  on  the  part  of  the 
railroads  In  asking  that  railroad  wages  be  placed  on  a  parity 
with  wages  generally  and  that  the  reductions  on  the  railroads 
be  made  to  conform  to  those  that  have  followed  a  general  read- 
justment of  business  conditions. 

"In  asking  for  a  further  reduction  In  wages  in  order  that 
they  may  be  able  to  grant  the  public  reduction  In  rates,  the 
railways  are  acting  only  in  accordance  with  the  law  and  in 
obedience  to  an  insistent  public  demand  that  they  shall  create 
conditions  which  will  enable  them  to  reduce  their  rates.  The 
suggestion  has  been  made  in  a  statement  Issued  by  the  public 
members  of  the  railroad  Labor  Board  that  the  railways  to  pre- 
vent a  strike  shall  make  a  reduction  in  rates  equal  to  the  reduc- 
tion in  wages  made  on  July  1  and  shall  postpone  asking  for  a 
further  reduction  in  wages.  A  general  reduction  of  rates  with- 
out a  further  reduction  in  wages  would  be  ruinous  to  many 
railways.  Thus  far  in  the  year  1921  the  railways  have  earned 
a  net  return  of  only  2.6  per  cent  and,  although  the  net  earnings 
have  increased  recently,  owing  largely  to  the  recent  reduction 
of  wages,  a  general  reduction  of  rates  without  a  further  reduc- 
tion in  wages  would  put  the  railways  back  in  a  very  precarious 
position  financially." 


CUYLER  MAKES  STATEMENT 

The  Traffic   World   Washington  Bureau 

T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives,  made  the  following  statement  October  17: 

"The  proposition  of  the  public  members  of  the  United  States 
Railroad  Labor  Board  as  published  in  the  papers  yesterday  has 
not  been  brought  formally  to  the  attention  of  the  Association  of 
Railway  Executives. 

"Their  only  information  concerning  it  has  been  derived  from 
the  newspapers  and  the  executives  have  held  no  meeting  at 
which  the  matter  could  have  been  discussed. 

"The  proposition  as  stated  in  the  newspapers  is  that  the 
railroads  should  withdraw  their  plan  to  seek  concurrent  reduc- 
tions in  present  railroad  rates  and  wages. 

"The  inclination  of  the  public  members  of  the  Railroad 
Labor  Board  is  that  the  public  has  had  no  benefit  from  the  12 
per  cent  reduction  in  wages  authorized  in  July,  and  it  is  sug- 
gested that  the  railroads  make  further  reductions  in  rates  with- 
out further  reductions  in  wages. 

"In  order  that  the  public  may  be  able  to  get  the  merits  of 
this  proposition  the  following  data  is  submitted: 

"Since  the  general  increase  in  rates  put  into  effect  under 
the  authority  of  the  Interstate  Commerce  Commission,  Septem- 
ber 1,  1920,  there  has  been  in  effect  extensive  reductions,  most 
of  them  voluntarily,  in  railroad  rates,  bringing  about  a  large  loss 
in  earnings  to  the  railroads.  The  reduction  of  wages  made  on 
July  1  was  put  into  effect  only  after  many  freight  reductions 
had  previously  been  made. 

"Since  the  reduction  in  wages  of  July  1  a  large  additional 
number  of  reductions  in  rates  has  been  made.  For  example: 
There  was  a  reduction  on  cargo  coal  from  points  in  Ohio,  west- 
ern Pennsylvania,  West  Virginia,  to  Lake  Erie  ports,  effective 
August  1  to  October  7,  of  14,700,000  tons  on  which  the  actual 
loss  in  revenue  to  the  railroads  amounted  to  $4,116,000. 

"Successive  reductions  have  been  made  in  grain  and  grain 
products  beginning  during  the  summer  and  continuing  until 
now,  ranging  from  $1.40  to  $2.10  per  ton,  and  the  export  rates 
from  Chicago  to  the  Atlantic  seaboard  are  actually  lower  than 
when  the  Interstate  Commerce  Commission  approved  the  in- 
creases in  August,  1920. 

"Reductions  have  been  made  in  rates  on  road-making  ma- 
terial, I.  e.,  crushed  stone,  sand,  gravel,  in  New  England,  New 
Jersey,  Pennsylvania,  West  Virginia,  Maryland  and  Delaware. 
The  rates  on  these  commodities  were  not  raised  in  New  York 
state. 

"This  involved  reduced  revenue  on  many  millions  of  tons 
the  benefit  of  which  goes  to  the  taxpayer. 

"There  was  a  reduction  of  rates  on  export  iron  and  steel 
articles,  effective  September  6.  1921.  In  1920  the  tonnage  of 
this  business  amounted  to  4.701.169  tons.  The  reduction  in 
rates  on  this  profit  averaged  $1.66  per  ton. 

"A  redlction  of  58.8  cents  per  ton  on  imported  iron  ore  has 
just  become  effective.  In  1920  this  business  amounted  to  1,231,- 
094  tons.  The  average  railroad  rate  from  port  to  furnace  was 
$2.10. 

"Rates  on  ex-lake  ore  are  being  reduced,  a  representative 
reduction  amounting  to  36.5  cents  a  ton.  In  1920,  33.992,292 
tons  of  ore  were  shipped  by  rail  from  lake  ports  to  eastern  iron 
furnaces. 
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"A  compilation  of  the  Pennsylvania  Railroad  Company  shows 
that  on  that  system  east  of  Pittsburgh  there  has  been  since 
September,  1920,  a  total  of  3,871,286  rate  reductions. 

"These  reductions  were  not  brought  due  to  exempting  cer- 
tain articles  from  the  higher  class  rates  and  making  for  them 
a  lower  rate.  The  extension  on  these  reductions  apply  from 
1,225  stations  on  the  Pennsylvania  and  1.7C3  stations  on  lateral 
lines,  making  a  total  number  of  points  of  origin  of  2,988.  The 
number  of  destination  stations  to  which  such  rates  were  effective 
was  34,561. 

"Through  tariffs  filed  by  the  Central  Freight  Association 
territory  rates  have  been  reduced  on  about  662  commodities, 
covering  approximately  4,500  origin  points  and  10,000  destina- 
tions. 

"Similar  figures  could  be  given  for  the  railroads  throughout 
the  country.  There  has  been  a  constant  tendency  toward  re- 
adjustment and  reduction  of  rates  ever  since  the  general  rate 
advances  of  August,  1920,  was  authorized. 

"On  some  railroads  the  reductions  in  rates  have  amounted 
to  more  than  the  reductions  in  wages  so  far  made,  and  on  many 
other  railroads  the  reductions  in  wages  allowed  no  net  return 
on  operation,  but  merely  provided  against  the  further  accumula- 
tion of  a  deficit. 

"The  p'an  of  the  railroads  is  to  proceed  as  follows: 

"1 — Application  will  be  immediately  made  to  the  United 
States  Railroad  Labor  Board  for  a  reduction  in  wages  of  train 
service  employes,  sufficient  to  remove  the  remainder  of  the  in- 
creases made  by  the  Labor  Board's  decision  of  July  20,  1920, 
which  would  involve  a  further  reduction  of  approximately  10 
per  cent,  and  for  a  reduction  in  the  wages  of  all  other  classes 
of  railroad  labor  to  the  going  rate  for  such  labor  in  the  several 
territories  where  the  carriers  operate. 

"2 — Concurrently  with  such  reductions  in  wages  the  benefit 
of  th'e  reduction  thus  obtained  shall,  with  the  assent  of  the  In- 
terstate Commerce  Commission,  be  passed  on  to  the  public  in 
the  reduction  of  existing  rates,  except  in  so  far  as  such  reduction 
shall  have  been  made  in  the  meantime." 


MANY  RATE  REDUCTIONS 

That  the  railroads  have  done  a  good  deal  toward  translat- 
ing the  reduction  of  wages  that  went  into  effect  on  July  1  into 
freight  rate  reductions  is  one  of  the  most  best  known  facts 
among  informed  traffic  men.  Readers  of  The  Traffic  World, 
from  week  to  week,  have  been  advised,  in  a  general  way,  as  to 
what  has  been  done  in  the  way  of  readjusting  rates.  Not  every 
rate  reduction  can  readily  be  recalled,  even  by  well  informed 
traffic  men.  All,  of  course,  can  recall  the  recent  entire  wiping 
out  on  October  18  of  the  forty  per  cent  advance  in  rates  on  iron 
ore  in  the  eastern  district.  That  reduction,  however,  is  only 
one  of  thirty-seven  or  thirty-eight  general  revisions,  of  which 
even  the  informed  traffic  man  probably  can  easily  recall  not 
more  than  a  dozen.  Below  are  given  the  notable  rate  readjust- 
ments made  between  August  26,  1920,  the  day  when  Ex  Parte 
No.  74  rates  became  operative,  and  October  1: 

1.  Reduction  of  7  cents   per  100  pounds  in  rates   on  lumber  and 
other   forest   products    from    California    nnd    the    northwest    (Washing- 
ton, Oregon,  Idaho  and  Montana)   to  Chicago,  the  Missouri  River  and 
territory   east   thereof   to   and    including   Pittsburgh   and   Buffalo.      A 
very   large   movement   is  affected   by   this   reduction. 

2.  Rates  on  grain  from  Buftnlo  and  Lake  Erie  ports,  both  export 
and  domestic,  to  points  in  the  Atlantic  Seaboard  states,  applicable  on 
grain   movrd   from   the  west   by   lake. 

3.  Withdrawal  of  the  entire  increase  of  1920  as  to  rates  on  range 
cattle  and  other  livestock  from  points  in  the  southwest   (Texas,  New 
Mexico,  etc.)  to  feeding  grounds  in  the  middle  west  and  northwest  to 
and   including  Montana.     Ordinarily  there  is  a  heavy  movement  dur- 
ing the  summer  months  of  stock   cattle   between   the  points  affected 
and   therefore  the  reduced   rates  would  under  ordinary  circumstances 
cover  a  very  heavy  movement  of  traffic.  •   So  far  as  is  known,   how- 
ever, the  movement  this  year  has  been  lighter  than  usual   and  there 
is  little  ground  to  believe  that  the  reduction  in  rates  stimulated  the 
movement  to  any  material  extent  beyond  that  which  would  have  taken 
place  without  the  reduction. 

4.  Reductions   in   rates  on   hay    (prairie   and   alfalfa)   from   Idaho, 
Wyoming  and  Utah   to  the  Missouri   River  and  points  beyond.     This 
reduction   amounted    to   nearly   forty   per  cent   but   there  was   only   a 
small  movement  under  the  reduced   rates. 

5.  Reduction    of   about    20    per   cent   In    rates   on   rnw   sugar   from 
the   Atlantic    seaboard    to    sugar    refineries    in    the    middle   west. 

6.  General   reductions  amounting  to  15  to  25  per  cent  in   rates  on 
hay  from   Colorado,   New  Mfxico,   Arizona,   Utah,  western   Texas  and 
western   Oklahoma   to   the   Missouri   River,   Chicago,    Mississippi    River 
points   and   the   territory   beyond.     Ordinarily   there   is   a   very   heavy 
movement  of  hay  on  these  rates. 

7.  Gmeral  reductions  in  rates  on  sand,  gravel,  crushed  rock  and 
other  building  materials  in   New   England. 

8.  Reductions   amounting   to   25   to   35   r/er   cent   in   the   rates   on 
blackstrap   molasses   from   Gulf   ports    and   other   southern   producing 
points   to    points    in    the    Mississippi    Valley,    the    southeast,    Missouri 
River  points  and  the  northern  states  generally.     Blackstrap  molasses 
moves  In  large  volume  from  and  to  the  points  affected  for  use  in  the 
manufacture   of   stock   feeds. 

S.  Reductions  in  the  rates  on  grain  and  grain  products  from 
points  on  the  Mississippi  River  and  west  to  the  Rocky  Mountains, 
including  the  northwest,  to  Atlantic  ports  for  export.  These  reduc- 
tions cover  very  heavy  movement  of  traffic  and  range  from  3  to  4 
cents  per  100  pounds,  the  principal  purpose  thereof  bring  to  readjust 
the  rates  to  the  Atlantic  ports  as  compared  with  Gulf  ports. 

10.  Reduction  of  28  cents  per  ton  on  coal  from  Pennsylvania, 
West  Virginia,  Ohio,  Kentucky  and  other  eastern  producing  points 
to  ports  on  Lake  Erie  when  destined  for  movement  by  lake  to  Wis- 
consin, Minnesota,  the  Dakotas  and  the  northwest  generally.  Annu- 


ally  there   is   a  heavy   movement   of   this   coal   and   the   reduction   as 
made  will  probably  affect  ten  million  tons.     The  purposes  of  this  re- 
duction   were    to    avoid    coal    shortage    in    the    northwest    during    the 
coming  winter  and  to  readjust  the  rates  on  eastern  coal  as  compared 
with   Illinois  and  Indiana  coal  in   the  northwestern  territory. 

11.  Reduction   of   3   cents   per   100   pounds   in   the   rates   on   grain 
products   from    Buffalo   and    other   New   York   mills   to   Atlantic   ports 
for  export,  applicable  in  connection   with  grain   transported   from   the 
west  by   lake. 

12.  Reduction  of  25  per  cent  In  the  rates  on  molasses,  the  refuse 
of  sugar  factories  in  Colorado,  Idaho  and  Utah  to  middle  western  and 
southeastern   points.     This  commodity  is  used   in   the  manufacture  of 
feed  for  livestock  and  the  reduction  is  for  the  purpose  of  assisting  in 
the  sale  not  only  of  the  commodity  itself  but  of  the  products  of  al- 
falfa produced  in  the  middle  west  to  the  farmers  and  stock  raisers  of 

,    the   middle   west   and   the   southeast. 

13.  General   reductions  in  rates  on  alfalfa   meal  and   other  prod- 
ucts of  alfalfa  from  Colorado  and  New  Mexico  to  eastern  destinations. 
The    purpose    of    this    reduction    was    the    same    as    that    made    upon 
molasses  from  the  west  viz.:   to  assist  in  marketing  the  products  of 
alfalfa   raised   in   western   territory. 

14.  Reduction    of  5   cents   per   100   pounds   in   the   rates   on   corn, 
wheat  and  rye  and  3  cents  per  100  pounds  on  oats  and  barley  ex-lake 
from  Buffalo  and   other  lake  ports  to  seaboard   for  export. 

15.  Reduction  varying  from  4  cents  to  10  cents  per  100  pounds  in 
rates  on  potatoes  from  points  in  eastern  Oregon,   Idaho  and  Montana 
to  points  east  of  the  Rocky  Mountains  and  west  of  Mississippi   River 
but   including  Chicago,  Peoria  and  other  Illinois  points  as  well  as  St. 
Paul-Minneapolis. 

16.  Reductions  varying  from  8%  cents  to  33%  cents  per  100  pounds 
in  rates  on  vegetables  and  cantaloupes  from  California  to  points  east 
of  Chicago. 

17.  Reduction  of  3  cents  per  100  pounds  in   rates  on  grain   from 
Illinois  points  to   Atlantic  seaboard   with  corresponding  reductions   in 
rates   from   the   same   territory   to   Gulf   ports. 

18.  Reduction  of  16%  cents  per  100  pounds  in  rates  on  fresh  ap- 
ples  from   points   in   the   northwest    to     points     east    of    the     Rocky 
Mountains. 

19.  Reductions  varying  from  15%  cents  to  55  cents  per  100  pounds 
in  rat^s  on   canned   "vWte.   ,*-v«>   '-"<ts  and  beans  from  Pacific  Coast 
to   points    east   of   Rocky   Mountains. 

20.  Reductions    viuying    inn..    14%    cents    to    21%    cents    per    100 
pounds   in   rates   on   canned   salrr.on    from   North   Pacific   Coast   points 
to  points  east  of  the  Rocky  Mountains. 

21.  Reductions  varying  from  8  cents  to  15%  cents  per  100  pounds 
on  condensed  or  evaporated   milk  and   buttermilk   from   North   Pacific 
Coast  points   to  points   east  of  the   Rocky   Mountains. 

22.  Reduction   In  rates  varying  from   8%   cents   to  25%   cents  per 
100  pounds  on   rice  from   North  Pacific  Coast   points   to   eastern  sea- 
board  points. 

23.  Reductions   varying  from   $1.98%   to   $7.25%   per   ton   in    rates 
on    smelter    products    (copper,    lead,    etc.)    from    Colorado,    Wyoming, 
Utah  and  Nrw  Mrxico  to  points  in  Central  Freight  Association  terri- 
tory east  of  Chicago,  eastern  trunk  line  points,  including  a  few  points 
in   eastern   Canada. 

24.  Reduction    of   28   cents   per    ton    on    coal    from    Pennsylvania, 
West  Virginia,    Ohio,    and   other   eastern   producing   points    which    was 

.  limited  to  ports  on  Lake  Erie  whrn  destined  for  movement  by  lake 
to  Wisconsin,  Montana,  the  Dakotas  and  northwest  generally  was 
extended  to  apply  on  lake  cargo  coal  to  ports  on  Lake  Erie  when 
destined  to  ports  on  Lakes  Michigan  or  Huron,  regardless  of  whether 
the  coal  was  for  local  consumption  at  those  ports  or  destined  to 
points  beyond.  This  affects  an  additional  movement  of  about  3,000,000 
tons  of  coal. 

25.  Reduction   of   7%    cents   per   100   pounds   on    grain    and   grain 
products  from  Chicago,  Mississippi  River  crossings  and  points  in  Illi- 
nois,  Indiana   and   other  eastern   states   to   Atlantic   ports   for   export. 

26.  Reduction  of  5  cents  per  100  pounds  in  export  rates  on  hour 
from  Buffalo  to  Atlantic  ports  when  manufactured  from  grain  brought 
into  Buffalo  by  lake. 

27.  Reduction   of  5%    cents   per   100   pounds   on   grain   and   grain 
products   for   export   from    the   Missouri   River   and   Mississippi   River 
points,   also  territory   between  the   two   rivers  and   in   Illinois   to  Gulf 
ports,   Mobile   to   Galyeston    inclusive.     Also   reductions   ranging  from 
1  cent  to  5%  cents  per  100  pounds  from  the  territory  lying  west  of  the 
Mississippi  River  in  Nebraska,   Kansas,   Colorado,   Oklahoma,   to  Gulf 
ports. 

28.  Reduction    of    4%    cents    per   100    pounds    on    domestic   grain, 
grain  products  and  grain  by-products  from  Mississippi  River,  Chicago, 
etc.,  to  eastern  points  with  relative  adjustment  from  other  points  on 
C.  F.  A.   territory  to  the  same  destinations. 

29.  Reduction   of  20  per  cent   in  long  haul   rates  on   cattle,   hogs 
and  sheep  in  the  territory  on  and  west  of  the  Mississippi   River  and 
Chicago.     The  amount  of  reduction  in  carriers'  annual  revenue  which 
will  result  is  not  definitely  known,  but  has  been  estimated  to  be  up- 
wards of  $10,000.000. 

30.  Reduction  in  rates  on  sand  and  gravel  and  crushed  stone  be- 
tween  practically   all   points   in   trunk   line   territory,    including   Penn- 
sylvania, New  Jersey,  Delaware,  Maryland  and  portions  of  West  Vir- 
ginia and  Virginia.     The  basis  employed  in  constructing  the  reduced 
rates  is  15  per  cent  higher  than  the  rates  in  effect  prior  to  the  general 
increase  of  August,  1920,  thus  substituting  a  15  per  cent  increase  for 
a  40  per  cent   increase.     It   is  expected   that  the  annual   reduction   in 
transportation   charges  on   the  commodities  affected   will   be   much   in 
excess  of   $1,000,000. 

31.  Reduction   of   25   per  cent   in   rates   on   export  iron   and   steel 
from  Chicago  and  Central  Freight  Association  points  to  eastern  sea- 
board. 

32.  Reduction  of  about  50  per  cent  in  rates  on  munition  lint  from 
points  in  the  southwest  to  points  east  of  the  Rocky  Mountains. 

33.  Reductions   in   rates  amounting  to  from   $5   to   $10  per  car  on 
stock   cattle   from   points  in   Tennessee  to   points  in   Virginia. 

34.  Reduction  of  7  cents  per  100  pounds  on  rates  on  barrels  and 
kegs,  Gulf  ports  to  Ohio  River  crossings  and  Central  Freight  Associa- 
tion points. 

35.  Reduction    of    about    63    cents    per    100    pounds    in    rates    on 
orchard  heaters  from  eastern  territory  to  Pacific  Coast  territory. 

36.  Reduction  of  about  12%  per  cent  in  rates  on  domestic  grain 
and   grain   products  between  points  in  eastern  trunk  line   points  and 
New    England    territory. 

A  number  of  other  reductions  and  readjustments  involving  a 
considerable  number  of  points  of  origin  and  destination  and  a  con- 
siderable traffic,  but  in  most  cases  not  quite  as  important  in  extent 
as  the  ones' above  outlined,  are  as  follows: 

Pig  Iron. — From  southern  producing  points  to  Pacific  Coast  ter- 
ritory. 

Iron  Pipe. — From  southern  producing  points  to  Pacific  Coast 
territory. 

Iron  and  Steel  Articles. — From  central  freight  territory,  including 
Chicago,  to  Transcontinental  territory 
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Bmtltar  Products.— From  UUh  and  ethor  mnelUr*  U  Pacific 
COMt. 

Vinegar. — From  Paciflo  Coast  to  Missouri  River.  Mississippi  River 
crossings,  Chicago  and  points  het« 

Ore. — A  large  number  of  reductions  have  beon  made  from  pro- 
ducing points  to  numerous  smelter  points  In  western  territory. 

Salt. — From    Utah   producing   territory   to    Pnclflc  Coast. 

.r. — Pacific    Coust    to    Chlaugo.    Mississippi    River    and    west 
thereof. 

I  Building  Material. — A  general  readjustment  In  several  states. 

Ground  Limestone  from  Michigan. — To  all  New  York  destinations. 

Sulphur.— From  all  Texas  producing  points  to  destinations  In  all 
states  east  of  Colorado  territory  to  and  Including  Atlantic  seaboard 
and  southeastern  territory. 

Grain  Mlnlmums. — General  readjustment  of  minimum  carload 
weights  resulting  In  reductions  (entire  United  States). 

•  o->ner  Products. — From  upper  Michigan  producing  points  to  At- 
lantic ports. 

iron  mid  Steel  Articles. — Bars  and  rods  from  Alabpma,  Tennessee 
and  Kentucky  producing  points  to  Gulf  ports  on  traffic  destined  to 
Pacific  Coast  via  Pannma  Canal. 

Commodities  of  All  Descriptions. — From  interior  Atlantic  seaboard 
territory  to  Mobile.  Ala.,  and  points  beyond. 

Commodities  of  All  Descriptions. — Restoration  of  the  rail  and 
lake  differential  under  the  all-rail  between  eastern  trunk  line  terri- 
tory and  western  points;  also  restoration  of  the  rall-and-water  dif- 
ferential via  coastwise  steamers  between  trunk  line  territory.  Mis- 
souri River.  Colorado  and  Utah  common  points,  including  points  west 
of  the  Mississippi  River. 

Brick  Rates. — There  has  been  considerable  readjustment  of  brick 
rates  in  the  various  parts  of  the  country. 

Cotton,  Export. — From  eastern  producing  points  to  Pacific  Coast 
ports. 

Commodities,  for  Export. — Practically  all  commodities  for  export 
from  points  west  of  the  Indiana-Illinois  state  line  and  south  of  the 
Ohio  River  to  Pacific  Coast  ports,  including  agricultural  Implements, 
canned  goods,  cooperage,  dry  goods,  glassware,  Iron  and  steal,  ma- 
chinery, pig  lead,  oil.  lubricating,  petroleum  and  its  products,  paints, 
paper  and  articles  thereof,  roofing  material,  rope,  soap,  heating  ap- 
paratus, tires,  tobacco  and  articles  manufactured  therefrom,  vehicles 
of  all  kinds,  wood  pulp  and  wood  pulp  board. 

Ice. — Emergency  ice  rates  applying  generally  throughout  western 
trunk  line  territory. 

Apples. — From  Texas  producing,  points  to  St.  Louis,  Kansas  City, 
Chicago,  Milwaukee,  Fox  River,  Memphis,  Louisville,  Cincinnati, 
Omaha.  Davenport  and  Little  Rock-Fort  Smith  territories. 

Coal. — From   Illinois   mines   to   Michigan   points. 

Copper  Wire  and  Cable. — From  Montana  points  to  Trans-conti- 
nental territory. 

Sugar,    for  Export. — From   Sugarland,   Texas,   to  Gulf  ports. 

Nut  Coal. — From  points  in  New  Mexico  to  points  in  Colorado. 

Fruits  and  Vegetables. — From  El  Paso  and  Deming,  New  Mexico, 
to  Arizona  and  New  Mexico  points. 

Coal. — Canon  City  District,  Colorado,  to  Colorado,  Kansas,  Ne- 
braska destinations. 

Copper  and  Lead  Bullion  and  Smelter  Products. — From  Pacific 
Coast  points  and  Montana  smelters  to  points  in  New  York,  New 
Jersey,  Ohio,  Pennsylvania,  Minnesota,  Michigan  and  other  states. 

Coal. — From  Montana  to  approximately  150  destinations  in 
Montana. 

Asphalt. — From  Gulf  ports  to  points  In  various  states  in  the 
south  and  to  Ohio  and  Mississippi  River  crossings  and  points  basing 
thereon. 

Lumber. — From  Virginia  to  eastern  cities,  Canadian  points,  trunk 
line  and  New  England  territories. 

Commodities,  Imported  via  Pacific  Coast. — The  following  list  of 
articles  imported  from  the  Orient  via  ports  on  the  Pacific  Coast  des- 
tined to  all  territory  in  the  United  States  east  of  the  Rocky  Mountains: 

Antimony   ware  and   other  antimony   products. 

Bamboo,   Rattan.   Fibre. 

Brooms,   Brushes,   Bristles. 

Bulbs,   Plants  and  Stems. 

Buttons,   agate  or  porcelain. 

Camphor,  crude  and  Camphor  Oil. 

Chinaware,   Glassware,    Earthenware,   Porcelain. 

Cocoanut,   concentrated   or   desslcated. 

Coffee,   Green,   in   bags. 

Copra,   Copra  Cake  and   Copra  Meal. 

Eggs,   dried,  shelled  and  Albumen. 

Fibre,  Flax,  Jute  or  Straw,  Hemp,  Sisal,  Rice  Straw  flax,  Tow 
and  Waste. 

Glassware,    Glasses,    Jars. 

Gums,   all  kinds. 

Hides,    cattle,   sheep,    goat. 

Peanuts. 

Oils,   vegetable. 

Pa.'m   kernels. 

Rubber,   crude. 

Sago,  Sago  Flour,  Tapioca,  Tapiaco  Flour,  Cassava  Flour  and 
Potrto  Flour. 

Silk,  waste. 

Vtj.etable     tallow. 

F' -ins    nnd    Hides.    Rugs    and    Mats. 

Tea,   Tea   Dust,   Sittings,    Sweepings   and  Waste. 

Tin,    Bar,    Block,    Pig  or  Slab. 

Toys,   all  kinds. 


DEFREES  CONDEMNS  STRIKE 

The  following  statement  on  the  railroad  strike  situation 
was  issued  by  Joseph  H.  Defrees,  president  of  the  Chamber  of 
Commerce  of  the  United  States: 

The  strike  of  railway  employes  ordered  to  commence  on  October 
30  by  tying  up  the  whole  rail  transportation  system  of  the  nation 
contemplates  a  most  cruel  and  unjustifiable  attack  upon  the  citizens 
and  government  of  the  United  States.  The  threatened  railroad  strike 
by  the  same  bodies  of  workers  in  1916.  avoided  by  the  passage  by 
Cong,  ess  of  the  Adamson  law,  could  offer  In  defense  that  there  was 
not  then  in  existence  any  constituted  authority  having  Jurisdiction  to 
make  decision  as  to  the  merits  of  such  controversies.  The  Congress 
has  now  constituted  such  a  tribunal  by  the  creation  of  the  Railroad 
Labor  Board.  If  anyone  is  dissatisfied  with  the  Railroad  Labor 
Board,  there  is  open  the  orderly  method  of  democracy  for  obtaining 
change  or  substitution. 

Millions  of  workmen  of  all  trades  are  walking  the  streets  In  search 
of  work  in  order  to  feed  and  shelter  the  millions  more  dependent  upon 
them.  Every  community  in  the  United  States  is  in  emergency  or- 
ganization to  create  and  find  such  employment.  The  industry  of  the 
country  upon  which  all  of  these  fellow  workers,  of  railroad  employes, 
indeed  the  community,  must  depend  In  order  to  live  Is  Just  beginning 


to  recover  from  the  wounds  of  the  greateit  deprennion  »f  genera- 
tions. At  such  a  time  these  men,  the  railroad  workers,  guided  by 
luiLde.ru  of  too  great  Intelligence  to  fall  to  perceive  the  consequence! 
of  their  attack,  (lout  and  defy  the  award  i  t  the  Unllroad  Lalor  Board — 
the  legally  constituted  body  having  Jurisdiction  to  pan*  upon  the  dlf- 
feri'iin  H  between  them  and  their  employers.  The  awards  of  thil 
tribunal  they  have  m<i|,trd  when  In  their  favor.  For  them  now, 
when  the  award  Is  against  them,  to  propone  to  stop  completely  all 
business  and  Industry  and  bring  Into  piny  th>-  I'-.u  »f  starvation  of 
women  and  children  I*  contrary,  not  only  to  law  and  order,  but  al»o 
to  the  American  sense  of  fair  play.  It  Is  Inconceivable  that  the  rank 
and  file  of  railroad  workers  will  be  capable  of  U. 

The  question  whether  wage  reduction!  approved  by  the  Railroad 
Labor  Board  are  right  or  wrong  Is  of  no  consequence  and  sinks  Into 
significance  when  compared  with  the  method  proposed  to  make  ef- 
fective the  protest  against  the  reductions.  If  the  threat  is  attempted 
to  be  carried  out  every  man  and  woman  who  loves  thin  country,  all 
who  respect  order  and  organized  society,  all  who  wish  themselves 
and  their  children  to  live  in  the  future  In  peace  and  security,  and 
especially  all  of  those  In  authority,  legislative  and  executive,  should 
set  their  Jaws  firmly  In  determination  that  such  method  shall  not 
succeed. 

The  third  and  most  Important  party  In  this  conflict,  the  public, 
has  the  right  to  expect  the  protection  of  the  authorities  against  such 
action.  The  authorities  may  he  expected  to  accomplish  that  pro- 
tection, hut,  in  the  Bccomplishment.  the  authorities  are  entitled  to 
and  will  have  the  fullest  support  of  the  people,  workers  and  all,  not' 
included  among  those  induced  to  engage  In  this  foolhardy  enterprise 
to  ruin  their  fellows  rather  than  abide  by  the  rule  of  law  and  order. 

Mr.  Defrees  declared  October  20  that  commercial  organ- 
izations throughout  the  country  will,  in  the  event  of  a  railroad 
strike,  take  the  lead  in  their  communities  in  maintaining  the 
national  life.  At  the  same  time  he  replied  to  Warren  S.  Stone, 
who  has  declared  that  the  National  Chamber  is  taking  an  unfair 
position  in  the  situation.  Mr.  Defrees'  statement  follows: 

Mr.  Warren  S.  Stone,  president  of  the  Brotherhood  of  Loco- 
motive Engineers,  one  of  the  organizations  threatening  to  tie  up 
the  rail  transportation  system  of  the  country.  In  a  signed  state- 
ment appearing  in  the  press  Wednesday  morning  attempts  to 
befog  the  issue. 

Mr.  Stone  substitutes  vituperation  and  slander  for  fact  and 
logic.  The  propriety  of  such  a  course  I  leave,  without  comment, 
for  the  Judgment  of  all  citizens. 

Mr.  Stone  mentions  the  valor  of  the  railway  workers  In  the 
late  war.  It  Is  not  questioned.  Right  conduct  at  one  time  is  not 
a  sufficient  basis  for  wrong  conduct  at  another.  No  amount  of 
valor  can  confer  license  for  lawlessness  upon  a  later  occasion. 
No  war  record  can  Justify  any  individual,  group  or  class  of  Ameri- 
can citizens  in  taking  the  country  by  the  throat  and  coercing  It. 
That  is  lawlessness  and  brutality,  and  will  be  so  characterized 
by  every  thoughtful  and  patriotic  American,  including  the  rank 
and  file  of  Mr.  Stone's  own  organization. 

No  Justification  can  be  found  by  Mr.  Stone  In  conduct  of  rail- 
roads toward  the  Railroad  Labor  Board.  No  railroad  has  threat- 
ened wilfully  to  cease  operation,  and  when  the  board  advanced 
wages  of  railway  workers  and  the  Interstate  Commerce  Commis- 
sion increased  rates  accordingly,  the  public  paid  and  did  not  boy- 
cott railroad  transportation.  If  the  railroads  or  anyone  else  take 
any  action  comparable  to  the  action  of  the  leaders  of  the  rail- 
road workers  in  calling  their  strike,  they  will  be  stigmatized  as 
unmistakably  the  persons  responsible  for  the  present  threat  of  national 
calamity. 

It  should  be  clearly  understood  that  I  am  not  voicing  an  In- 
dividual opinion.  I  am  expressing  in  effect  the  position  which  has 
been  taken  repeatedly  by  hundreds  of  organizations  in  the  mem- 
bership of  this  Chamber.  Against  such  a  threat  as  has  been  made, 
and  against  any  such  strike  as  It  contemplates,  these  organizations 
can  be  depended  upon  to  assume  leadership  in  their  communities 
in  maintaining  the  national  life. 

As  I  said  in  my  previous  statement,  the  merits  of  the  con- 
troversy between  the  railways  and  the  railway  workers  are  com- 
paratively of  no  consequence.  The  real  Issue  Is  whether  this 
government  can  sustain  its  institutions  if. one  section  of  the  com- 
munity can  by  force  impose  its  will  upon  the  public  and  precini- 
tate  conduct  which,  if  persisted  in,  will  inevitable  lead  to  public 
disaster. 

The  quicker  every  element  of  the  community,  whether  worker 
or  employer,  comes  to  know  and  bases  its  action  upon  the  proposi- 
tion that  if  a  project  Is  not  for  the  common  good — the  general 
public  interest — it  is  not  good  for  the  element  proposing  it,  the 
quicker  will  we  return  to  the  type  of  democracy  contemplated  by 
our  forefathers  when  they  founded  this  government — the  quicker 
will  we  return  to  that  vigor  and  volume  of  business  and  industry 
which  will  give  work,  comfort,  peace  and  prosperity  for  all. 


FARM  BUREAU  ACTS 

A  formal  complaint  in  which  the  present  rates  on  the  "ne- 
cessities of  life"  are  declared  to  be  unjust  and  unreasonable 
and  In  violation  of  section  1  of  the  interstate  commerce  act.  and 
in  which  the  Commission  is  askrd  to  reduce  from  10  to  20  per 
cent  the  rates  on  such  commodities  as  soon  as  possible,  on 
the  record  made  in  the  live  stock  case,  the  grain  case,  and 
other  similar  cases,  was  sent  to  the  Commission,  under  date 
of  October  18,  by  the  American  Farm  Bureau  Federation.  The 
complaint  is  signed  by  J.  R.  Howard,  president,  and  J.  W.  Cover- 
dale,  secretary,  of  the  Farm  Bureau  Federation,  and  by  Thorne 
&  Jackson,  general  counsel. 

Mr.  Howard,  in  explaining  the  events  which  led  up  to  the 
filing  of  the  complaint,  said  that  he  and  other  farm  organization 
representatives,  as  well  as  manufacturers'  representatives,  had 
held  conference  with  milrond  executives  in  Now  York,  Septem- 
ber 21.  At  this  meeting  the  executives  declined  to  grant  a 
rate  reduction,  according  to  Mr.  Howard,  but  agreed  to  discuss 
the  matter  further,  and  to  that  end  appointed  a  committee  of 
three  to  meet  with  a  like  committee  of  shippers.  At  meetings 
of  these  committees,  Mr.  Howard  said,  it  was  proposed  that  the 
rates  on  "basic  commodities,"  which  included  agricultural  prod- 
ucts, building  materials,  coal  and  ores,  be  reduced  10  per  cent 
so  as  to  reflect  wage  reductions  already  made,  and  that  subse- 
quent reductions  should  be  made  as  the  operating  costs  of  the 
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carriers   went  down,  until  the   entire  increase  of  August,  1920, 
was  removed. 

"This  plan,"  said  Mr.  Howard,  "was  adopted  by  the  ex- 
ecutive committee  of  the  Association  of  Railway  Executives  at 
a  meeting  on  October  9.  At  the  Chicago  meeting,  October  14, 
however,  the  immediate  reduction  was  not  approved. 

"The  Farm  Bureau  thinks  that  the  Labor  Board  should 
decline  any  further  requests  for  wage  reductions  on  the  part 
of  the  railroads  and  should  immediately  substitute  proceedings 
designed  to  revise  wages,  classifications  and  working  rules  on 
a  more  equitable  basis." 

Mr.  Howard  said  that  telegrams  had  been  dispatched,  in 
behalf  of  the  bureau,  to  the  brotherhod  heads  and  to  the  railroad 
executives  inviting  them  to  confer  with  a  committee  of  the 
bureau  at  any  time  or  place  they  might  select. 

"The  strike,"  he  said,  "is  a  problem  between  the  employer 
and  the  employe  and  is  not  an  issue  in  which  the  American 
Farm  Bureau  Federation  functions  except  as  a  part  of  the  Amer- 
ican public.  The  farmer  is  selfishly  interested  in  labor  having 
a  wage  schedule  which  will  enable  it  to  maintain  a  good  stand- 
ard of  living.  That  wage  schedule  is  best  which  will  stimulate 
that  degree  of  employment  of  labor  which  will  result  in  payment 
of  the  largest  aggregate  wage  for  the  largest  consistent  pro- 
duction. A  wage  system  which  maintains  so  high  a  standard 
as  to  force  general  unemployment  is  not  to  the  advantage  of 
labor,  nor  of  the  general  public.  Such  working  rules  as  the 
national  agreements  tend  to  set  up  standards  which  in  the 
long  run  materially  decrease  production  and  hence  should  be 
modified  or  abrogated." 

The  Farm  Bureau's  complaint,  which  is  directed  aaginst  all 
the  class  I  roads  of  the  country,  is  as  follows: 
fc 

Your  complainant,  the  American  Farm  Bureau  Federation,  hereby 
petitions  for  a  general  reduction  in  the  freight  rates  on  the  basic 
necessities  of  life,  and  respectfully  shows: 

That  the  complainant  is  a  voluntary  organization,  composed  of 
approximately  1,300,000  producers  of  farm  products,  located  in  all 
parts  of  the  United  States,  said  association  being  organized  not  for 
profit,  but  for  the  mutual  benefit  of  the  individual  members  thereof, 
and  is  authorized  to  file  and  prosecute  cases  before  the  Interstate 
Commerce  Commission  on  behalf  of  its  members  under  the  provisions 
of  Section  13  and  of  other  sections  of  the  Interstate  Commerce  Act. 

That  the  defendants  above  named  are  common  carriers  engaged  in 
the  transportation  of  property  by  railroad  between  points  in  the 
United  States,  and  as  such  common  carriers  are  subject  to  the  pro- 
visions of  the  Interstate  Commerce  Act. 

The  forces  of  commerce  and  society  have  compelled  other  in- 
dustries to  reduce  their  charges.  Agricultural  products  on  the  farm 
are  today  on  approximately  the  basis  of,  or  below,  the  pre-war  level, 
but  the  freight  rates  which  the  farmer  has  to  pay  average  70  per 
cent  above  the  pre-war  level.  Such  maladjustments  in  the  farmer's 
prices  and  costs  constitute  a  heavy  burden  on  American  agriculture 
which  destroys  the  purchasing  power  of  a  vast  body  of  our  population. 
One  of  the  most  important  factors  bringing  about  the  present  situa- 
tion in  Amercfin  industry  is  the  excessive  level  of  freight  rates  which 
have  to  be  paid. 

The  executives  of  the  principal  railroads  of  the  United  States,  in 
conference  at  Chicago,  Illinois,  on  October  14th  of  this  year,  in  reply 
to  the  general  demand  from  all  parts  of  our  country  for  a  reduction 
in  the  freight  rates  on  the  basic  necessities  of  life,  declined  to  make 
such  a  reduction  at  the  present  time. 

Railroad  rates  today  are  at  the  highest  point  during  the  present 
generation.  Practically  every  other  great  industry  in  America  has 
reduced  its  prices  during  the  past  year.  Even  railroad  labor  has 
been  forced  to  take  a  reduction  of  approximately  $400,000,000  in  addi- 
tion to  a  modification  recently  ordered  in  the  National  Agreements, 
and  in  addition  to  several  hundred  thousand  of  their  number  being 
discharged  and  deprived  of  their  daily  livelihood:  and  yet  our  railroad 
corporations  decline  to  make  any  general  rate  reduction  at  this  time. 

The  efficient  and  economical  operation  and  management  of  the 
railroad  properties  demand  that  both  the  railroad  corporations  and 
railroad  labor  should  join  in  concurrent  reductions  in  their  charges 
(not  necessarily  on  a  horizontal  basis,  but  by  a  fair,  just  revision), 
after  the  railroads  have  first  made  a  substantial  reduction  in  their 
rates  such  as  has  already  been  forced  upon  railroad  labor. 

During  the  last  six  months  we  have  seen  a  most  deplorable  con- 
dition in  American  business.  Traffic  has  fallen  off,  the  increase  in 
the  number  of  idle  cars  has  been  extraordinary,  and  the  readjustment 
in  prices  has  not  been  followed  by  an  adequate  increase  in  business. 
The  agricultural  interests  of  the  nation  are  at  the  verge  of  bank- 
ruptcy, if  liquidation  be  compelled.  Factories,  figuratively,  have  seen 
their  customers  moved  hundreds  of  miles  away  by  increased  rates. 
Fprtor'es  refln^r'es  and  mills  have  been  shut  down  or  are  operating 
at  a  small  fraction  of  their  capacity.  Crops  cannot  be  produced  and 
marketed  at  existing  rates  on  seed,  fertilizer,  machinery,  and  the 
crops  themselves.  Agriculture,  the  nation's  most  vital  industry,  is 
being  demoralized.  These  conditions  are  intolerable,  and  cannot  be 
continued.  Freight  rates  must  be  reduced  as  have  the  charges  on 
practically  all  other  necessities  of  life. 

That  by  reason  of  the  aforesaid  facts,  the  members  of  the  Ameri- 
can Farm  Bureau  Federation  have  been  and  are  subjected  to  the 
payment  of  charges  for  transportation  which  were  when  exacted,  and 
still  are,  unjust  and  unreasonable,  in  violation  of  Section  1  of  the 
Interstate  Commerce  Act;  and  that  the  welfare  of  tne  American  peo- 
ple demands  an  immediate  and  general  reduction  in  freight  rates. 

That  whereas,  the  Interstate  Commerce  act,  authorizes  this  Com- 
mission to  base  rates  upon  the  honest,  efficient  and  economical  man- 
agement of  the  carrier  properties;  and  in  the  prosecution  of  its  duties 
there  Is  provided  by  statute  that:  "It  may,  by  one  or  more  of  the 
commissioners,  prosecute  any  inquiry  necessary  to  its  duties  in  any 
part  of  the  United  States  into  any  matter  or  question  of  fact  per- 
taining to  the  business  of  any  common  carrier  subject  to  the  pro- 
visions of  this  act."  Therefore,  it  is  incumbent  upon  the  said  Com- 
mission to  consider  the  efficient,  economic  operation  of  the  carriers, 
and.  in  so  doing,  to  consider  the  operating  costs  and  the  propriety 
of  the  expenditures  incurred.  Wherefore,  complainant  petitions  the 
Commission  to  direct  a  prompt  investigation  concerning,  and  a  gen- 
eral revision  of,  the  operating  ccsts  of  the  defendant  carriers;  and 
that  subsequent  to  the  finding  and  decision  in  this  case,  the  monthly 
reports  of  the  carriers  to  the  Commission  shall  contain  such  addi- 
tional Information  as  may  be  deemed  necessary  in  order  to  accurately 
show  what  reductions  in  costs  actually  have  been  effected.  Ami 


further,  petitioner  asks  that  such  reductions  in  costs  shall  thereupon 
immediately  be  reflected  in  further  reductions  in  the  freight  rates 
applicable  to  our  essential  industries. 

Because  of  the  emergency  character  of  the  matters  at  issue  and 
their  profound  importance  to  the  industrial  welfare  of  the  nation, 
we  earnestly  petition  that  the  Commission  shall  make  such  an  order 
on  its  own  initiative  as  contemplated  herein,  or  that  immediate  hear- 
ings shall  be  granted  upon  this  application. 

If  hearings  are  held,  in  order  to  expedite  the  said  hearings  and 
conclusions  thereon,  we  respectfully  request  that  the  Commission,  on 
its  own  initiative,  shall  docket  this  subject  for  immediate  investiga- 
tion, shall  make  the  records  of  recent  cases  involving  like  issues  a 
part  of  the  record  in  this  proceeding  without  the  necessity  for 
repetition,  and  shall  limit  the  time  for  parties  to  be  heard. 

Wherefore,  complainant  prays  that  the  defendants  may  be  sever- 
ally required  to  make  such  reductions  as  herein  petitioned,  or  that 
they  shall  answer  the  charges  herein;  and,  if  hearings  are  held,  that 
after  the  said  hearings  and  investigation  an  order  be  made  com- 
manding said  defendants  and  each  of  them  to  cease  and  desist  from 
the  aforesaid  violations  of  the  said  Interstate  Commerce  act,  and  to 
establish  and  put  in  force  and  apply  in  the  future  to  the  transporta- 
tion of  the  basic  necessities  of  life,  rates  which  shall  be  approxi- 
mately 10  to  20  per  cent  below  those  now  prevailing,  and  further  that 
subsequent  reductions  shall  be  ordered  as  rapidly  as  the  reductions 
in  the  operating  costs  of  the  aforesaid  carriers  shall  warrant  the 
same,  until  the  entire  increases  of  last  year,  ranging  from  25  pel- 
cent  to  40  per  cent  in  the  various  territories,  shall  have  been  elim- 
inated; and  that  such  other  and  further  order  or  orders  be  made  as 
the  Commission  may  consider  proper  in  the  premises. 

Commenting  on  the  complaint,  Clifford  Thome  deplored  the 
fact  that  the  statements  made  by  Mr.  Cuyler,  after  the  execu- 
tives' meeting,  had  gone  unchallenged.  He  said : 

"The  action  of  the  railroad  executives,  when  they  vetoed 
the  recommendations  of  their  executive  committee  for  an  im- 
mediate decrease  of  10  per  cent  in  rates,  was  a  grave  error. 
They  have,  in  fact,  declined  any  general  reduction  in  the  rates 
on  the  basic  necessities  of  life.  They  have  promised  a  reduc- 
tion contingent  on  securing  further  wage  reductions  over  and 
above  all  that  which  will  be  necessary  to  offset  rate  reductions 
which  they  say  have  already  been  effected. 

"Practically  every  other  great  industry  in  America  outside 
of  the  coal  people  have  reduced  their  prices.  Even  railroad  la- 
bor has  been  forced  to  take  a  reduction  of  approximately  $400,- 
000,000  in  addition  to  a  modification  recently  ordered  in  the  na- 
tional agreements,  and  in  addition  to  several  hundred  thousand 
of  their  number  being  discharged  and  deprived  of  their  daily 
livelihood.  And  yet  the  railroad  executives  remain  obdurate 
and  decline  any  general  rate  reduction  at  this  time.  In  the  fig- 
ures submitted  in  their  authorized  public  statement,  they  note 
some  percentages  earned  on  their  so-called  property  investment. 
That  figure  'property  investment"  is  merely  the  book  value  of 
.their  properties.  In  its  annual  report  to  Congress  in  1908,  at 
page  85,  the  Commission  stated  that  the  figure  on  the  railroad 
balance  sheets  purporting  to  give  this  cost,  did  not  'suggest 
even  in  a  remote  degree,  a  reliable  measure,  either  of  money 
invested  or  of  present  value.' 

"Further,  the  railroad  officials  neglect  to  state  that  during 
the  war  period  described,  the  government  obligated  itself  to  pay 
the  railroads  more  than  a  billion  dollars  in  excess  of  the  earn 
ings  from  railroad  rates  indicated  by  the  figures  now  quoted  by 
the  railroad  officials.  And,  in  mentioning  the  returns  of  last 
year,  they  neglect  to  state  that  they  have  put  in  claims  for 
$600,000,000  from  the  government;  and  this  is  in  addition  to  the 
figures  they  name  in  their  report  October  14. 

"They  say  they  have  not  been  permitted  to  build  up  a  sur- 
plus in  previous  years.  The  official  reports  of  the  Commission, 
compiled  from  the  sworn  reports  of  the  railroads  themselves, 
show  that  they  have  a  surplus  today  far  in  excess  of  $1,800, 
000,000,  saved  from  previous  years.  Last  year  the  railroads  set 
aside — above  all  taxes,  and  all  operating  expenses,  and  all  in- 
terest on  debt — a  surplus  of  more  than  $100,000,000. 

"In  their  statement  of  earnings  during  the  current  year, 
1921,  they  fail  to  state  that  during  the  past  few  months  condi- 
tions have  been  getting  better  and  better,  until  during  the  past 
month  they  are  earning  close  to  5l/2  per  cent  above  all  expenses 
and  taxes.  What  other  industry,  as  a  whole,  including  rich  and 
poor,  can  boast  of  such  profits  at  the  present  time  above  taxes 
and  expenses? 

"I  believe  both  the  railroad  corporations  and  railroad  labor 
should  join  in  concurrent  reductions  in  their  charges  (not  neces- 
sarily on  a  horizontal  basis,  but  by  a  fair,  just  revision),  after 
the  railroads  have  first  made  a  substantial  reduction  in  their 
rates,  such  as  has  already  been  forced  upon  railroad  labor. 
This  the  railroad  executives  have  refused  to  do.  I  consider  this 
a  pitiful  blunder,  which  in  the  end  may  be  very  costly  to  the 
railroads  themselves. 

"Human  nature  is  human  nature  the  world  over.  It'  the 
executive  officers  handling  ninety  per  cent  of  the  business  in 
any  other  industry  could  be  exempted  from  the  anti-trust  laws 
of  the  nation,  and  were  permitted  to  meet  in  executive  session 
behind  closed  doors  to  decide  what  prices  they  should  charge 
the  American  people,  I  imagine  they  would  be  tempted  to  do 
just  what  the  railroad  presidents  did  in  our  palatial  Chicago 
hotel,  even  if  the  rest  of  the  people  are  suffering  from  a  ter- 
rible financial  depression  and  thousands  of  factories  are  closed 
and  millions  of  our  people  are  idle.  The  time  now  has  arrived 
for  the  farmer,  representing  the  public  on  the  great  middle 
ground,  to  act." 

Mr.  Thome  estimated  that  a   10  per  cent  reduction  on  the 
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basic   commodities  would   deplete   the   revenues  of   the  carriers 
ii>   about  .<.'~.i  i, ooo.OOO  a  year. 

Transportation    Act    Repeal    Asked 

Following  the  filing  of  a  complaint  asking  for  a  generul  re- 
duction in  freight  rates,  the  American  Farm  Bureau  Federa- 
tion announced,  Octooer  19,  that  it  had  launched  a  movement, 
backed  by  its  1,300,000  farmer  members,  for  repeal  of  the  Esch- 
Cummins  and  the  Adamson  laws,  which  it  characterized  as 
"war-time  measures."  The  move,  according  to  3.  R.  Howard, 
has  been  contemplated  for  some  time,  but  was  postponed  be- 
cause the  executive  committee  of  the  Association  of  Railway 
Executives  had  indicated  that  there  would  he  a  general  rate 
reduction.  Because  this  committee  had  failed  to  convince  the 
members  of  that  organization  of  the  expediency  of  such  a  re- 
duction, however,  Mr.  Howard  said,  the  sentiment  of  the  farmers 
could  no  longer  oe  held  back  and  the  time  had  come  for  a 
public  announcement  of  policy. 

"The  legislative  measures  of  war  time  are  preventing  a 
speedy  return  to  normal  conditions,"  he  said.  "They  are  the 
transportation  act  of  1920,  known  as  the  Cummins-Esch  law, 
and  the  Adamson  law. 

"The  Cummins-Esch  law  was  the  vehicle  through  which  the 
railroads  were  returned  to  their  owners.  It  was  enacted  after 
long  and  careful  consideration  by  both  houses  of  Congress  and 
after  extended  deliberations  of  conference  committees.  Like 
many  other  laws,  it  was  a  compromise  measure.  It  was,  how- 
ever, considered  the  best  possible  law  which  could  be  passed 
for  the  return  of  the  roads  under  conditions  then  prevailing. 

"One  provision  of  this  act  very  much  objected  to  at  the 
time  of  its  passage — namely,  15-A,  or  the  clause  directing  the 
Commission  to  fix  railroad  rates  to  produce  a  minimum  net  re- 
turn of  5%  per  cent  above  all  expenses  and  taxes  on  the  present 
value  of  American  railroads.  The  Farm  Bureau  believes  this 
to  be  paternalistic,  class  legislation,  un-American  and  unsound. 

"At  the  time  of  the  passage  of  the  transportation  act  we 
urged  the  preservation  of  the  powers  of  the  several  states  to 
regulate  rates  and  practices  of  the  carriers  relating  to  intrastate 
transportation  and  distribution  of  cars.  We  were  told  that 
this  was  provided  for  within  the  act,  but  interpretations  since 
its  passage  have  taken  those  powers  from  the  state  authorities. 

"The  provisions  of  the  act  in  setting  up  a  Railroad  Labor 
Board  did  not  properly  take  into  account  the  necessity  for 
co-ordination  as  between  the  Interstate  Commerce  Commission, 
which  determines  the  income  of  the  roads,  and  the  Labor  Board, 
which  has  control  of  the  largest  items  of  expenditure.  This 
seemingly  prevented  the  proper  functioning  of  both  the  Com- 
mission and  the  Labor  Board. 

"The  American  Farm  Bureau  Federation  believes  that  the 
Cummins-Esch  act  should  either  be  repealed  in  its  entirety  or 
at  once  amended  to  correct  these  serious  defects. 

"We  have  long  been  on  record  favoring  the  repeal  of  the 
Adamson  law.  Our  executive  committee,  with  representatives 
from  all  sections  of  the  country,  declares  that  it  is  responsible 
for  the  unreasonable  transportation  rates,  and,  if  continued,  will 
affect  all  industries,  including  agriculture,  toward  increasing 
the  cost  of  production  beyond  an  economic  basis. 

"Those  two  measures,  which  were  the  result  of  war-time 
conditions,  should,  because  of  their  effect  upon  the  business  In- 
terests of  the  country,  receive  the  immediate  attention  of  Con- 
gress. The  repeal  of  both  measures  would  go  far  in  re-establish- 
ing pre-war  relationships,  which  at  this  time  is  highly  desirable." 

HOUSE  DEBATE  ON  STRIKE 

The   Traffic   World   Washington  Bureau 

Representative  Blanton  of  Texas  and  Representative  Burke 
of  Pennsylvania  called  each  other  liars  in  debate  in  the  House 
October  18  when  Blanton  launched  an  attack  on  the  railroad 
brotherhoods  for  calling  a  strike.  Burke,  a  former  railroad 
man,  emphasized  his  accusation  by  prefacing  it  with  a  strong 
adjective.  The  remarks,  however,  will  not  be  preserved  for  fu- 
ture reference  in  the  Congressional  Record,  as  each  asked  that 
the  words  be  expunged  from  the  Record. 

"Let  me  say  that  during  the  war,"  Blanton  asserted,  after 
his  affray  with  Burke,  "with  our  soldiers  in  the  trenches  of 
France,  the  railroad  brotherhoods,  by  threats  to  tie  up  all  rail- 
roads, forced  Director  McAdoo  to  pay  them  $754,000,000  annual 
increases  and  date  it  back  six  months  on  their  salaries.  And 
after  he  resigned,  by  the  same  death  threat  to  tie  up  all  rail- 
roads, they  forced  Director  Hines  to  pay  them  first  an  addi- 
tional $67,000,000  in  annual  raises  and  to  date  same  back,  and 
forced  additional  sums  thereafter  until  the  total  annual  in- 
creases they  had  forced  from  their  government  during  the  war 
time  totaled  a  billion  dollars.  It  was  their  government  they 
then  threatened.  And  it  was  in  war  time.  And  it  was  their  gov- 
ernment they  forced  to  pay  each  time  these  enormous  sums. 
That  is  the  kind  of  loyalty  they  gave  the  government  during  the 
war.  And  when  the  Railroad  Labor  Board  was  created,  through 
like  threats  of  d  nation-wide  tie-up,  they  forced  from  it  $600,000,- 
000  more." 

Burke  disputed  statements  by  Blanton  as  to  the  rates  of 
pay  being  received  by  railroad  employes.  Blanton  said  railroad 


men  were  being  paid  $:ilf>  a  month.  Burke  Hte,|  ran-*  of  pay 
in  denying  that  statement 

"What  are  you  trying  to  do  at  thin  critical  moment,  mislead 
this  Congress  and  the  country?"  asked  Burke. 

"Lei  me  say  here  that  this  Is  no  time  for  a  man  whose 
halted  and  prejudice  against  labor  Is  no  well  and  widely  known 
and  BO  evident  as  Mr.  Itlanton's,  to  arise  before  thin  body  and 
through  his  insane  hatred  and  prejudice  spread  further  the 
flames  of  discontent,  dissatisfaction  and  unrest.  This  Is  a  time 
that  calls  for  sound  judgment,  unbiased  minds  and  the  spirit  of 
fair  play. 

"The  railroad  men  have  a  grievance.  They  feel  they  have 
not  had  justice,  and  the  representative  from  Texas  or  any  other 
man  cannot  stamp  out  or  kill  that  feeling  by  abuse.  You  might 
get  some  place  through  the  spirit  of  fairness,  but  no  one  ever 
accomplished  anything  worth  while  through  the  spirit  of  hate. 
I  believe  now  that  the  limelight  of  publicity  has  been  turned 
upon  the  railroads;  now  that  the  public  realizes  and  under- 
stands that  the  railroad  corporations  are  holding  on  to  war-time 
freight  and  passenger  rates,  to  the  increases  given  by  the  Inter- 
state Commerce  Commission  to  take  care  of  the  increase  In 
wages  granted  the  men,  that  the  demand  and  the  hue  and  the 
cry  for  a  reduction  in  freight  rates  will  force  a  reduction.  The 
railroads  have  gone  too  far,  not  only  with  their  employes,  but 
with  a  patient  public.  They  have  come  to  the  end  of  the  lane. 
If  a  reduction  in  freight  rates  is  brought  about  the  credit  will 
be  due  the  railroad  men  who  have  forced  it,  and  who  have 
brought  the  matter  to  public  attention  and  to  a  crises.  If  their 
vote  to  strike  brings  this  about  they  will  have  rendered  a  pub- 
lic service." 


BILL  FOR  LOWER  RATES 

The  Traffic   World   Wtshinglox  Bureau 

A  bill  (H.  R.  8689)  repealing  the  Commission's  power  to 
prescribe  minimum  rates  on  hay,  grain,  potatoes,  live  stock, 
fruits,  eggs,  milk,  cream  and  other  perishable  food  products, 
coal  and  building  materials,  and  putting  into  the  hands  of  the 
carriers  the  power  to  lower  rates  on  the  commodities  men- 
tioned by  merely  filing  them  with  either  the  Interstate  Com- 
merce Commission  or  a  state  commission,  whichever  has  juris- 
diction, has  been  introduced  by  Representative  Jefferis  of  Ne- 
braska. It  has  been  referred  to  the  House  committee  on  inter- 
state and  foreign  commerce.  It  proposes  to  amenl  paragraph 
3  of  section  6,  the  one  that  requires  tariffs  to  be  filed,  and  Is 
intended  to  be  an  answer  to  the  claim  of  carrier  traffic  men 
that  they  cannot  give  relief  except  on  permission  from  the 
Commission.  The  amendment,  in  the  form  of  a  further  proviso 
in  the  third  paragraph,  is  as  follows: 

Provided  further.  That  from  and  after  the  passage  of  this  act,  any 
railroad  or  railroad  carriers  of  freight  for  hire,  on  its  own  initiative, 
and  upon  its  own  line  or  lines,  between  stations  thereon,  or  by  Joint 
freght-rate  agreements  with  connecting  railroad  carriers  of  freight  for 
hire,  to  stations  upon  such  connecting  carrier  line  or  lines,  may  pro- 
mulgate, file,  put  into  effect  and  charge  for  the  transportation  of  hay. 
grain,  potatoes,  live  stock,  fruits,  vegetables,  eggs.  milk,  cream  and 
other  perishable  food  products,  coal,  and  building  materials,  a  lesser 
rate  or  rates  than  the  rate  or  rates  theretofore  fixed  and  determined 
by  the  Interstate  Commerce  Commission  for  the  transportation  of  such 
commodities:  Provided  further.  That  such  rate  or  rates  so  initiated 
shall  be  effective  immediately  upon  the  filing  of  such  promulgated 
rate  or  rates  with  the  Interstate  Commerce  Commission,  state  rail- 
way commission,  or  other  public  utility  commission,  or  either  of  them, 
having  jurisdiction  of  such  rate  or  rates,  and  such  rate  or  rates  shall 
not  be  increased  during  the  period  of  time  stated  in  such  rates  so 
promulgated  and  filed;  And  provided  further.  That  the  Interstate 
Commerce  Commission  shall  have  no  Jurisdiction  or  power  to  fix  and 
determine  a  minimum  rate  on  any  said  commodities. 


REDUCED  IRON  ORE  RATES 

The  Traffic   World   Washington  Bureau 

Railroads  in  Official  Classification  territory  planned  to  make 
the  lower  rates  on  iron  ore  effective  October  20,  but  before  the 
ink  in  their  announcement  to  that  effect  was  dry  the  New  York 
Central  and  the  Pennsylvania  advised  the  iron  and  steel  trade 
that  they  would  make  their  tariffs  effective  on  October  18. 

According  to  reports  received  in  Washington  Immediately 
after  the  information  that  rates  on  ore  were  to  be  cut,  the  Iron 
and  steel  men  are  more  pleased  over  the  significance  the  cut 
carries  than  the  cut  Itself.  They  take  the  view  that  it  is  an 
entering  wedge  to  a  reduction  In  rates  on  other  raw  products 
required  to  make  pig  iron  as  well  as  a  lowering  of  rates  on 
semi-finished  and  finished  lines  of  iron  and  steel  so  that  the 
entire  structure,  as  it  applies  to  the  iron  and  steel  industry, 
will  be  affected.  They  are  more  anxious  to  have  rates  on  coal, 
coke  and  limestone  reduced  than  they  were  to  have  rates  on  ore 
tut,  because  most  of  the  shipments  on  the  latter  have  been  com- 
pleted so  that  the  reduction  largely  is  nominal  rather  than  real, 
except  as  it  relates  to  iron  ore  now  on  docks  at  Lake  Erie  ports. 
On  the  other  hand,  coal,  coke  and  limestone,  the  latter  two  being 
blast  furnace  materials,  are  products  of  daily  transportation  the 
year  round. 

The  cuts  on  iron  ore  rates  will  reflect  their  greatest  benefit 
It  is  believed  next  year  when  the  great  movement  of  ore  to  blast 
furnaces  begins,  for  it  is  assumed  that  they  will  be  continued, 
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or  even  reduced  further,  despite  the  fact  that,  according  to 
the  tariffs,  they  are  to  expire  December  31.  Conferences  are 
to  be  held  in  the  meantime  between  the  ore  shipping  and  rail- 
road interests  and  this  leads  to  the  belief  they  are  designed 
to  determine  definite  levels  of  rates  and  also  the  probability 
that  rates  from  Lake  Superior  mines  to  the  upper  docks,  now 
the  object  of  a  formal  complaint,  the  first  hearing  on  which 
was  held  recently  in  Chicago,  where  others  are  scheduled  to  be 
held,  will  be  lowered.  Shipments  from  these  mines  in  an  active 
season  will  average  between  30,000,000  and  40,000,000  tons  annu- 
ally, but  in  1921  they  have  fallen  greatly  below  this  figure  owing 
to  depression  in  the  industry.  They  amounted  to  only  18,661,- 
194  tons  this  year  as  compared  with  44,273,356  tons  for  the  same 
period  of  1920,  an  unusually  active  year.  These  tonnage  figures 
denote  the  importance  they  bear  to  railroad  revenue,  and  it 
is  claimed  by  the  trade  that  stimulation  of  the  industry  will  be 
brought  about  by  lower  rates  so  that  a  cut  in  carrying  charges 
will  increase  the  tonnage  and  consequently  the  revenue.  This 
commodity  being  the  basis  of  iron  and  steel  manufacture,  it 
is  contended,  a  reduction  in  these  rates  will  be  reflected  in  the 
whole  industry.  It  is  held  vitally  important  to  blast  furnace 
interest,  both  the  so-called  merchant  stacks  and  the  steel  works 
stocks,  because  it  requires  on  an  average  two  tons  of  iron  ore 
to  make  one  ton  of  pig  iron.  Therefore,  a  cut,  say,  of  25  cents 
per  ton  on  iron  ore  rates  is  equivalent  to  a  reduction  of  50 
cents  per  ton  in  the  cost  of  manufacture  of  pig  iron. 

The  significance  of  the  cut  being  gathered  from  this  fact, 
its  full  portent  is  appreciated  when  comparison  is  made  between 
the  new  rates  effective  October  18,  the  rates  that  went  into  effect 
August  26,  1920,  which  practically  are  eliminated,  and  the  old 
rates,  which  now  are  practically  restored.  Such  a  comparison 
is  shown  in  the  following  table: 

PER  GROSS  TON,  FROM  LAKE  ERIE  PORTS. 

New  rate.        Aug.  26,  1920.     Old  rate. 
Mahoning  Valley  (O.),  Shenango  Val- 
ley  (Pa.)    $0.66  $0.91  $0.65 

Dover,  Ohio 71  .98  .70 

Midland.  Ohio   80  1.105  .79 

Pittsburgh,   Pa 92  1.275  .91 

Jackson,   Ohio   (from  Cleveland) 72  1.00  .715 

Jackson.  Ohio  (from  Toledo) 90  1.245  .89 

Hamilton,  Ohio   995  1.385  .99 

Ironton,  Ohio   995  1.385  .99 

Johnstown,  Pa 1.048  1.44  1.03 

Lehigh  Valley   1.54  2.55  1.54 

Sparrows  Point,  Md 1.60  2.225  1.59 

UNEMPLOYMENT  CONFERENCE  ACTION 

The  Traffic   World   Washington  Bureau 

The  committee  on  shipping  and  shipbuilding,  of  the  Presi- 
dent's unemployment  conference,  made  observations  and  recom- 
mendations which  the  conference  adopted — these  observations 
and  recommendations  being  among  the  few  the  conference  took 
without  amendment  or  elimination.  The  report,  so  far  as  perti- 
nent comment  and  recommendation  are  concerned,  was  as 
follows: 

I.     Statistics  of  Unemployment. 

There  can  hardly  be  said  to  be  a  normal  number  employed  in 
American  shipbuilding  or  in  American,  ship  operation,  due  to  the 
unnatural  expansion  during  the  war.  On  the  other  hand,  if  1914  (pre- 
warj  statistics  can  be  used  as  the  normal,  present  figures  would  prob- 
able show  over-employment — a  false  picture.  As  an  index  of  the 
depression  in  ship  operating,  1,241  vessels,  out  of  a  total  of  2,079, 
belonging  to  the  Shipping  Board,  are  now  tied  up. 

The  following  figures  on  the  number  of  men  now  and  formerly 
employed  in  the  shipbuilding  may  serve  to  illustrate  the  depression  in 
that  industry.  The  figures  refer  to  40  steel  shipbuilding  companies  on 
the  Atlantic  coast  and  gulf.  Eleven  of  the  40  yards  are  now  shut 
down.  The  figures  are  for  shipyard  workmen  and  do  not  include 
efflce  forces. 

January  1,  191S 176,705 

January  1,  1920 135,500 

January  1.  1921 94,478 

July  1,  1921 49,763 

II.     Emergency  Measures  for  the  Relief  of  the  Unemployed  Through 
This  Fall  and  Winter. 

While  some  of  the  recommendations  below  may  run  slightly  con- 
trary to  normal  practices  in  employment,  in  the  emergency  some  give 
and  take  must  be  expected  from  all  sides.  For  example,  in  normal 
times,  a  large  turnover  is  undesirable,  but  in  times  of  unemployment 
an  organized  labor  turnover  is  one  means  of  distributing  the  ill 
effects  of  unemployment. 

We  urge  the  desirability  of  having  American  shipowners  give 
preference  to  American  seamen.  This  rule  has  already  been  estab- 
lished by  the  Shipping  Board  as  a  fixed  policy  in  all  ships  controlled 
by  it,  and  it  Is  understood  that  the  same  method  is  being  generally 
and  almost  universally  followed  by  other  large  shipping  companies. 

So  far  as  practicable,  we  urge  the  abolition  of  overtime  work  m( 
stevedoring  and  allied  occupations,  in  order  to  distribute  the  greatest 
measure  of  employment  among  as  many  as  possible. 

Split  time  is  desirable,  wherever  practicable,  as  a  mearts  of  dis- 
tributing the  limited  work:  (a)  a  percentage  of  the  crews  of  ships  In 
operation  on  each  voyage  to  give  way  to  a  group  of  unemployed;  (b) 
for  crews  caring  for  vessels  tied  up. 

Hearty  co-operation  among  employers  and  employes  toward  econ- 
omy in  operation  may  help  to  keep  a  greater  number  of  ships  running. 
A  period  of  unemployment  IB  no  time  for  any  side  to  resort  to  radical 
measures  which  may  still  further  disrupt  industry  and  aggravate 
existing  unemployment.  When  the  desire  arises  on  the  part  of  any 
one  engaged  in  the  Industry  to  change  existing  conditions,  ample  op- 
portnnHy  should  he  given  for  mutual  discussion  and  consideration. 

The  committee,  in  a  general  way,  makes  a  recommendation  of  a 
somewhat  similar  character,  and  urges  that  the  work  ki  the  shipyards 
he  divided  up  among  as  large  a  number  of  workmen  as  possible. 

We  strongly  suggest  to  the  Shipping  Board   the  great  desirability 


of  expediting  the  disposal  and  breaking  up  of  the  Shipping  Board's 
wooden  vessels,  and  others  that  are  unsuitable  tonnage,  with  the 
idea  of  providing  work  in  the  way  of  dismantling  these  ships  and 
using  the  material  for  commercial  purposes. 

We  suggest  that  it  would  be  a  good  policy  at  this  time  to  over- 
haul periodically  and  keep  in  first  class  condition  such  ships  tied  up 
as  are  likely  to  be  put  to  use  soon. 

It  seems  to  this  committee  that  it  might  be  quite  advantageous 
for  American  shipyards  in  the  United  States  not  engaged  to  give  their 
attention  in  some  measure  to  other  lines  'of  industrial  activity  with  a 
view  of  giving  employment  to  the  local  population. 

The  committee  on  agriculture  devoted  a  line  and  a  half  to 
freight  rates,  saying  "railroad  freight  rates  on  commodities 
transported  to  and  from  the  farm  must  be  substantially  reduced 
without  delay." 

Samuel  Gompers,  Sara  A.  Conboy,  and  Roy  Dickinson,  labor 
members  of  the  committee  of  manufacturers,  made  a  bitter  dis- 
sent from  those  parts  of  the  report  of  that  committee  recom- 
mending the  repeal  of  the  Adamson  law,  the  abolition  of  the  Rail- 
way Labor  Board,  the  passage  of  the  so-called  funding  bill  and, 
what  they  claimed  was  the  recommendation  of  the  committee,  a 
lengthening  of  the  workday  "for  the  toiling  masses  of  our 
country  and  the  reduction  of  their  wages."  They  said  that, 
although  they  constituted  a  minority  of  the  members  of  the 
committee,  they  could  not  be,  by  any  stretch  of  imagination, 
regarded  as  representing  a  minority  "of  the  citizenship  involved 
in  the  industrial  field  of  our  country." 

They  declared  the  abolition  of  the  Railroad  Labor  Board 
would  remove  the  only  responsible  governmental  agency  to 
which  the  workers  might  present  for  consideration  and  action 
their  claims  relating  to  wages  and  conditions  of  employment. 
They  recommended  the  following: 

There  must  be  adopted  no  policy  of  wage  reduction.  On  the  con- 
trary, there  must  be  a  policy  calling  for  the  highest  possible  rate  of 
wages  in>  every  industry.  In  terms  of  industrial  well-being  this  means 
the  adoption  of  a  policy  of  placing  in  the  hands  of  all  of  the  people 
the  highest  average  buying  power  in  order  that  there  may  be  the 
greatest  possible  consumption  of  commodities  and  the  greatest  pos- 
sible consequent  demand  for  the  production  of  commodities.  Reduction 
of  buying  power  stops  purchasing  which,  in  turn»  inevitably  stops 
manufacturing  and  creates  unemployment. 

There  should  be  adopted  as  a  permanent  policy  everywhere  busi- 
ness standards  which  eliminate  profiteering,  place  commodities  upon 
the  market  at  the  lowest  possible  cost  per  unit  and  enable  manufac- 
turers to  base  unit  costs  upon  one  hundred  per  cent  utilization  of  the 
productive  capacity  of  plants.  Managements  having  assumed  the  re- 
sponsibilities which  go  with  its  functions  has  no  moral  right  to  tax 
the  public  for  its  inefficiency  by  costs  fixed  upon  a  basis  of  part 
time  production. 

There  has  been  placed  before  this  committee  ample  evidence  of 
the  fact  that  those  commercial  lines  of  endeavor  in  which  there  is  true 
manufacturing  and  selling  efficiency  are  suffering  neither  from  un- 
employment nor  lack  of  profit. 

We  support  these  two  recommendations  with  a  third,  which  we 
believe  is  vital  to  any  permanent  relief  from  the  evil  of  unemploy- 
ment and  the  prior  evils  of  mismanagement: 

We  propose  uniform  cost  accounting  and  publicity  for  production 
accounts.  We  see  in  this  proposal  a  better  understanding  of  the  ills  of 
our  industrial  organization  because  through  it  we  shall  be  furnished 
with  information  which  is  essential  to  that  understanding.  We  see  in 
this  proposal  a  constructive  and  logical  substitute  for  state  regula- 
tion, or  control.  We  propose  that  there  be  made  available  through 
responsible  agencies  voluntarily  created,  information  on  production 
costs  showing  the  cumulative  influence  of  each  turn-over  and  the 
pyramiding  of  commission  expenses. 


DIXON  OPPOSES  RATE  REDUCTION 

Restoration  to  the  railroad  managers  of  the  power  of  man- 
agement will  help  the  transportation  system  of  the  country  more 
than  continued  agitation  for  lower  rates,  in  the  opinion  of  George 
D.  Dixon,  vice-president  of  the  Pennsylvania  system,  who  ad- 
dressed the  Chamber  of  Commerce,  Flint,  Mich.,  October  13,  on 
the  railroad  problem.  The  worst  factor  in  the  situation,  accord- 
ing to  Mr.  Dixon,  is  the  "nation  wide  reckless  insistence  upon  an 
immediate  wholesale  cutting  down  of  railroad  freight  rates  re- 
gardless of  the  fact  that  the  way  is  as  yet  not  prepared  for  such 
action." 

A  reduction  in  rates  would  be  no  sure  cure  for  the  business 
situation,  Mr.  Dixon  said.  In  his  opinion  the  reductions  made  in 
the  export  iron  and  steel  last  summer  proved  that  contention. 
He  said  the  restoration  of  the  purchasing  power  of  the  railroads 
would  do  much  more  for  the  iron  and  steel  business  than  a  cut  in 
rates.  "I  am  convinced,"  he  said,  "that  a  general  reduction  in 
rates  at  the  present  time  would  prove  no  more  effective  as  a 
stimulus  to  the  general  business  situation  than  have  the  re- 
duced export  rates  on  iron,  steel  and  grain,  or  the  vast  number 
of  scattered  individual  reductions  made  during  the  past  year." 


ATTERBURY  ON  RATES  AND  WAGES 

Freight  rates  and  railroad  wages  must  come  down,  said 
W.  W.  Atterbury,  operating  vice-president  of  the  Pennsylvania, 
who  spoke  at  the  closing  session  of  the  National  Implement  and 
Vehicle  Association's  convention  in  Chicago,  October  15.  The 
wage  reduction,  however,  said  Mr.  Atterbury,  must  precede  the 
rate  cut  and  the  "railroads  should  immediately  pass  on  to  the 
public  in  reduced  rates  whatever  saving  may  be  accomplished 
through  reduced  wages." 

Mr.  Atterbury  said  he  did  not  believe  a  reduction  in  rates 
would  in  Itself  restore  business.  He  stressed  the  agricultural 
situation,  however,  saying  that  it  "had  already  borne  the  brunt 
of  the  greatest  deflation." 


Octobor  I!!1,  1921 
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ROADS  WILL  TRY  TO  OPERATE 


A  promise  that,  in  the  event  of  a  strike,  the  railroads  will 
do  their  utmost  to  move  necessities  and  that  their  managements 
will  not  try  to  evade  responsibilities  was  made  by  C.  H.  Mark- 
ham,  president  of  the  Illinois  Central,  in  an  address  before 
the  convention  of  the  American  Mining  Congress,  in  Chicago, 
October  19.  Personally,  Mr.  Markham  said,  he  would  like  to 
see  the  railroad  workers'  wages  remain  at  their  present  level, 
but,  as  he  sees  it,  the  necessity  for  a  substantial  reduction  In 
freight  rates  has  made  a  reduction  In  wages  equally  necessary. 
Mr.  Markham  said: 

"The  railroads  of  the  United  States  occupy  a  unique  rela- 
tionship to  other  business  institutions.  They  are  the  arteries 
through  which  the  life-blood  of  the  nation's  business  flows.  In 
no  other  industry  is  there  found  the  fundamental  dependence  of 
virtually  every  business  institution  upon  a  single  one  that  marks 
the  relationship  between  the  railroads  and  their  patrons. 

"The  service  of  transportation  by  rail  is  the  foundation  of 
American  business  life  as  it  is  now  constituted.  Only  a  small 
fraction  of  the  products  of  the  nation's  toil  Is  consumed  with- 
in a  radius  from  the  point  of  production  which  can  be  served 
adequately  other  than  by  the  railroads.  If  Illinois  mine  opera- 
tors were  denied  the  service  with  which  to  market  their 
products  outside  a  radius  which  might  be  reached  by  purely 
local  transportation  facilities,  their  Industry  would  be  compara- 
tively valueless.  Products  of  the  farm  would  be  worth  little 
if  the  farmers  did  not  have  the  service  of  the  railroads  to  ship 
their  products  into  the  markets  of  the  world.  The  same  thing 
is  true  of  foresters,  manufacturers,  wholesale  dealers — In  fact, 
of  virtually  every  business  other  than  those  which  are  purely 
local  in  iheir  nature,  and  even  those  depend  in  some  measure 
upon  railway  service  for  their  continued  activity.  We  have 
grown  out  of  our  swaddling  clothes,  industrially,  in  the  United 
States  by  the  aid  of  the  railroads,  which  have  furnished  a 
service  that  has  come  to  be  indispensable.  Were  that  service 
to  be  greatly  impaired,  the  commercial  structure  of  the  country 
would  collapse,  like  a  building  from  w.hich  the  foundation  is 
torn  away. 

"Such  a  relationship  as  the  railroads  have  toward  American 
business  life,  therefore,  implies  a  great  obligation  upon  the  men 
who  are  responsible  for  the  conduct  of  the  railroads.  Being 
the  producers  of  a  service  which  is  the  cornerstone  and  the 
foundation  of  industry,  it  becomes  the  duty  of  railway  men  to 
regard  their  tasks  in  the  light  of  service  to  the  public  welfare. 
I  speak  on  behalf  of  my  associates  in  the  business  of  transpor- 
tation when  I  say  that  we  have  such  an  ideal  set  before  us. 

"The  revolutionary  changes  which  have  transpired  in  the 
transportation  business  during  the  last  generation  have  made 
the  railroads  increasingly  dependent  upon  public  opinion.  The 
Interstate  Commerce  Commission,  forty-eight  state  commissions, 
the  federal  and  forty-eight  state  legislative  bodies,  and  the 
Railroad  Labor  Board  are  constantly  laying  down  limitations 
upon  railway  managements — ninety-nine  public  bodies  whose 
duties  and  responsioilities  are  neither  adequately  defined  nor 
sufficiently  co-ordinated.  This  situation,  for  which  the  public 
is  responsible,  has  created  what  is  frequently  called  the  'trans- 
portation tangle.'  It  makes  for  a  division  of  responsibility. 
Neither  the  Interstate  Commerce  Commission,  any  of  the  forty- 
eight  state  commissions,  the  Congress,  any  of  the  forty-eight 
state  legislatures  nor  the  Railroad  Labor  Board  is  responsible 
for  the  railroads.  Ostensibly  their  management  is  in  private 
hands,  but  the  private  managers,  under  present  conditions,  do 
not  have  the  authority  and  responsibility  which  they  must  have 
to  obtain  efficient  service  at  a  cost  which  will  not  be  burdensome 
to  the  public. 

"An  important  witness  before  the  hearing  which  the  Senate 
committee  on  interstate  commerce  conducted  in  Washington 
last  May  testified  that  97.5  of  the  cost  of  producing  transporta- 
tion service  in  1920  was  entirely  outside  the  control  of  railway 
managements — vested  either  in  governmental  agencies  or  mar- 
ket conditions  over  which  the  railroads  have  no  control.  . 

"I  believe  the  public  does  not  adequately  realize  what  these 
limitations  upon  railway  management  amount  to.  The  railroads 
are  not  protesting  against  public  supervision.  Theirs  is  a  pub- 
lic service,  and  it  is  entirely  right  and  proper  that  it  should 
be  performed  under  the  supervision  of  the  public's  agencies. 
But  when  these  agencies  take  over  the  functions  of  the  manage- 
ment to  the  extent  that  they  control,  without  being  responsible 
to  the  public  for  it,  virtually  the  entire  operating  costs  of  the 
railway  industry,  a  disastrous  situation  results. 

"The  remedy  for  it  is  to  place  once  more  in  the  hands  of 
railway  managements — under  competent  and  broad-minded  super- 
vision— the  control  of  operating  costs,  in  such  a  way  that  re- 
sponsibility may  properly  be  fixed  upon  the  managements  for 
the  operation  of  their  properties. 

"The  managements  of  the  railroads  of  the  country  are  the 
trustees  of  the  nation's  greatest  industrial  Investment — an  In- 
vestment which  has  been  valued  by  the  Interstate  Commerce 
Commission  for  rate-making  purposes  at  nearly  $19,000,000,000. 
With  the  successful  operation  of  the  railroads  dependent  upon 
public  opinion,  It  behooves  their  managements,  as  trustees  of  a 
great  Industry  of  such  fundamental  Importance  to  the  country, 


to  be  constantly  on  the  alert  to  exercise  their  Influence  upon 
public  opinion  In  such  a  way  that  the  railway  policies  which 
the  people  of  the  country  decide  upon  shall  be  to  the  nation'* 
best  Interests.  Railway  men  are  coming  to  take  a  greater  In- 
terest In  what  the  public  la  saying  about  the  railroads,  cast- 
Ing  off  their  old  attitude  of  reticence  and  aloofness  and  en- 
deavoring to  meet  the  public  on  the  common  ground  of  mutual 
confidence  and  good  will. 

"The  railway  situation  changes  with  kaleidoscopic  swift- 
ness. What  today  looms  as  the  most  Important  phase  of  the 
situation  may  be  relegated  tomorrow  to  comparative  Insignifi- 
cance by  the  development  of  another  aspect.  A  year  ago  the 
railroads  were  being  called  upon  to  move  a  greater  volume  of 
traffic  than  they  ever  had  moved  in  a  like  period  of  time. 
Every  ounce  of  man  power  and  every  piece  of  railway  equipment 
bad  to  be  utilized  to  the  fullest  extent  In  expediting  traffic  move- 
ment. Within  a  few  months  the  business  depression  which  came 
with  the  move  toward  deflation  had  actually  made  a  problem 
for  the  railroads  in  the  storage  of  Idle  equipment!  This  was 
followed  by  the  need  for  the  greatest  possible  retrenchments  as 
railway  earnings  diminished  with  the  decrease  in  traffic.  Net 
earnings  were  cut  below  the  vanishing  point,  and  the  railroads 
were  driven  by  necessity  to  take  drastic  action  in  laying  off 
men,  deferring  maintenance  work  and  pinching  their  expendi- 
tures all  along  the  line  to  make  both  ends  meet  Some  even 
had  to  break  long-established  dividend  paying  records. 

"During  1920  the  railroads  realized  a  net  operating  income 
equal  to  approximately  one-third  of  i  per  cent  upon  the  valua- 
tion placed  on  railway  property  by  the  Interstate  Commerce 
Commission — practically  nothing  for  the  payment  of  either  in- 
terest or  dividends.  During  the  first  six  months  of  1921,  the 
railroads  should  have  earned,  to  make  a  6  per  cent  return  upon 
the  valuation  of  their  properties,  a  net  operating  income  of 
$447,256,000.  They  actually  earned  $128,912,000,  a  shortage  of 
$348,344,000.  Instead  of  6  per  cent  upon  their  valuation — a  re- 
turn established  by  the  transportation  act  as  'fair  and  reason- 
able' for  the  present  period — their  net  earnings  for  the  first 
six  months  of  1921  were  at  the  rate  of  only  1.8  per  cent  upon 
their  valuation.  There  has  been  a  perceptible  improvement  in 
the  situation  since  the  middle  of  the  year,  but,  taking  the  first 
eight  months  of  the  year  as  a  whole,  net  railway  operating  in- 
come has  been  at  the  rate  of  only  about  2.6  per  cent  on  the  valua- 
tion of  railway  properties. 

"There  is  no  way  this  shortage  can  be  made  up,  for,  mind 
you,  the  rate-making  provision  of  the  transpprtation  act  Is  In 
no  sense  a  guaranty  of  earnings.  If  the  rates  fail  to  earn  a 
'fair  and  reasonable'  return,  the  only  recourse  is  for  the  rail- 
roads to  ask  higher  rates,  which  it  is  then  the  duty  of  the 
Interstate  Commerce  Commission  to  grant  The  railroads  have 
refrained  from  taking  this  step,  believing  it  more  in  the  in- 
terest of  the  public  welfare  to  take  their  losses,  making  every 
reduction  in  expenses  possible  and  allowing  the  situation  to 
work  itself  out.  A  great  deal  of  misconception  of  railway  prob- 
lems is  based  upon  a  misunderstanding  of  the  rate-making  pro- 
visions of  the  transportation  act.  Unfortunately,  many  persons 
believe  the  act  does  constitute  a  guaranty  to  the  railroads,  and 
the  term  'guaranty'  is  frequently  used  in  press  reports  and 
comment  upon  the  railway  situation.  There  seems  to  be  an 
organized  effort  to  make  the  farmers,  especially,  believe  that 
in  some  way  or  other  the  railroads  are  receiving  earnings  which 
constitute  a  6  per  cent  return  upon  the  valuation  of  their 
properties — if  not  directly  from  the  rates,  then  from  govern- 
mental funds.  While  such  an  idea  is  absolutely  at  variance  with 
the  facts  in  the  case,  it  has  taken  root  and  has  been  the  founda- 
tion of  much  misunderstanding  and  unjustified  criticism. 

"It  should  be  pointed  out  that  even  the  almost  negligible 
return  that  the  railroads  have  obtained  thus  far  this  year — a 
return  insufficient  to  pay  even  the  interest  on  their  outstand- 
ing bonds — has  been  realized  only  at  the  cost  of  deferring  im- 
portant maintenance  work,  which  will  have  to  be  performed  in 
the  near  future.  Although  the  wage  decrease  which  went  into 
effect  July  1  made  possible  the  resumption  of  considerable  main- 
tenance work  on  some  of  the  railroads,  revenues  have  been  so 
small  in  comparison  with  expenses  that  the  present  rate  of 
maintenance  work  is  still  far  from  adequate.  For  examnle,  In 
August  of  this  year  the  rallroaus  spent  approximately  $182.000,- 
000  for  maintenance  purposes,  which  was  a  reduction  of  $151,- 
000,000,  or  45.3  per  cent,  as  compared  with  expenditures  for 
maintenance  work  in  August,  1920.  It  was  largely  because  of 
this  reduction  that  the  railroads  were  able  to  show  a  net  operat- 
ing income  of  $90,000,000  in  August  If  they  had  spent  the  same 
amount  in  maintenance  work  that  they  spent  for  that  purpose 
in  the  corresponding  period  of  1920,  they  would  have  Incurred 
an  operating  deficit  in  August  this  year  of  more  than  $60.000.000. 

"The  country.  Is  going  throuRh  a  period  of  great  readjust- 
ment. The  railroads  have  been  taking  their  share  of  the  losses, 
in  spite  of  the  fact  that  during  the  years  of  prosperity,  when 
other  industries  were  permitted  to  lay  by  earnings  to  prepare 
them  against  such  a  period  of  depression,  when  farm  products 
soared  and  wage  costs  mounted  to  new  levels,  the  railroads  were 
not  permitted  to  profit  In  the  same  degree.  Instead,  their 
earnings  were  limited  under  governmental  operation  to  the 
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average   net   return   of   pre-war   years,   and   since   governmental 
operation  their  earnings  have  declined  progressively. 

"The  country  demands  adequate  transportation.  The  rail- 
roads are  responsible  for  providing  it.  Their  managements 
would  be  derelict  to  duty  if  they  failed  to  exert  their  utmost 
efforts  to  provide  it,  or  if  they  adopted,  even  in  response  to  the 
demands  from  the  public,  a  course  which  would  result  in  im- 
pairing the  efficiency  or  adequacy  of  transportation  service.  Be- 
cause of  the  limitations  upon  their  earnings  and  upon  their 
initiative  by  the  Interstate  Commerce  Commission,  the  forty- 
eight  state  commissions,  the  Congress,  the  forty-eight  state 
legislatures  and  the  Railroad  Labor  Board,  the  managements 
are  not  able  to  respond  to  every  demand  for  readjustment. 

"There  has  been  an  insistent  demand  for  a  reduction  in 
rates  to  correspond  with  the  general  trend  of  liquidation.  How- 
ever, while  transportation  charges  admittedly  are  high,  the 
costs  of  virtually  everything  which  goes  into  the  production 
of  transportation  service  are  still  relatively  much  higher  than 
the  general  scale  of  rates.  The  average  increase  in  freight  rates 
since  1916  has  been  74  per  cent  and  in  passenger  rates  53  Per 
cent,  including  the  surcharge  on  sleeping  car  fares.  Compare 
these  with  the  pre-war  costs  of  labor,  fuel,  materials,  taxes  and 
interest  rates  paid  by  the  railroads. 

"After  the  12  per  cent  wage  cut  July  1,  the  average  annual 
compensation  of  railway  employes  is  $1,695,  as  compared  with 
$815  in  1914,  an  increase  of  108  per  cent.  Road  locomotives 
which  cost  $21,485  in  1914  now  cost  $48,000,  an  increase  of  123 
per  cent.  Switch  engines  which  cost  $14,511  in  1914  now  cost 
$35,500,  an  increase  of  144  per  cent.  Gondola  cars  which  cost 
$824  in  1914  now  cost  $1,990,  an  increase  of  142  per  cent.  Re- 
frigerator cars  which  cost  $1,323  in  1914  now  cost  $2,950,  an 
increase  of  123  per  cent.  Box  cars  which  cost  $859  in  1914  now 
cost  $1,910,  an  increase  of  122  per  cent.  Steel  passenger  coaches 
which  cost  $13,827  in  1914  now  cost  $27,654,  an  increase  of  100 
per  cent.  Locomotive  fuel  which  cost  $1.70  a  ton  in  1915  now 
costs  $4.07  a  ton,  an  increase  of  139  per  cent.  Interest  rates 
have  increased  greatly.  The  Illinois  Central  System  sold  bonds 
in  1914  on  a  basis  yielding  less  than  5  per  cent  to  purchasers, 
and  it  recently  sold  a  large  issue  of  bonds  which  yield  more  than 
7  per  cent  to  purchasers.  The  direct  taxes  paid  by  the  rail- 
roads in  1911,  taking  a  ten-year  period  here  for  comparison, 
were  $98,628,848,  and  last  year  they  were  $278,868,668,  an  in- 
crease of  183  per  cent.  In  addition  to  that,  users  of  trans- 
portation paid  a  war  tax  of  $232,809,963.16  in  1920,  which  the 
railroads  collected  as  agents  of  the  government  and  turned 
over  to  the  government.  This  entire  amount  represents  an 
increase  over  1914,  when  no  such  tax  existed. 

"Labor  costs  are  principally  responsible  for  the  present 
rates  charged  for  transportation  service.  Prior  to  1917  the 
labor  costs  of  the  railroads  had  not  exceeded  $1,500,000,000 
annually.  In  1920  the  labor  costs  of  the  railroads  of  the 
country  were  more  than  $3,500,000,000.  In  1916,  40  cents  of  the 
railroads'  revenue  dollar  went  to  pay  labor  costs.  In  1920  it 
took  more  than  60  cents  of  the  revenue  dollar  to  pay  labor  costs. 
In  1920  it  took  more  than  60  cents  of  the  revenue  dollar  to  pay 
Even  at  the  present  time,  with  the  reductions  which  were  made 
July  1,  labor  costs  are  running  at  the  rate  of  about  60  per  cent 
of  all  railway  income. 

"With  a  consciousness  of  their  obligations  to  the  public 
service,  the  managements  of  the  railroads  of  the  country  have 
recently  announced  that  they  will  ask  the  Railroad  Labor  Board 
for  a  further  reduction  in  wages,  the  entire  benefit  of  which 
they  propose  to  pass  along  to  the  public  in  reduced  freight  rates. 
This  puts  the  situation  up  to  the  public,  which  exercises  the 
balance  of  control  on  the  Railroad  Labor  Board.  If  the  public 
wants  reduced  rates,  its  representatives  on  the  Labor  Board 
have  the  opportunity  to  secure  them  by  granting  such  wage  re- 
ductions as  will  make  reduced  rates  possible.  The  basic  prin- 
ciple of  rate-making  is  the  establishment  of  a  rate  level  which 
will  permit  earnings  to  meet  the  cost  of  operation  under  efficient, 
honest  and  economical  management;  with  a  fair  and  reason- 
able return  upon  the  valuation  of  the  properties  engaged  in 
the  railway  service.  This  principle  is  adopted  as  a  public 
policy  in  the  transportation  act. 

"The  proposed  reduction  is  in  line  with  the  policy  which  has 
been  followed  by  the  railroads  since  their  return  from  federal 
control.  Since  the  general  rate  increase  of  August  26,  1920, 
the  railroads  have  made  many  reductions  in  individual  com- 
modity rates.  These  reductions  have  amounted  to  large  sav- 
ings by  shippers.  They  were  made  voluntarily.  At  no  time 
since  August  26,  1920,  have  the  roads  been  bound,  under  the 
law,  to  make  reductions,  for  at  no  time  have  their  earnings 
justified  such  action.  The  present  rate  level  was  attained  through 
a  series  of  blanket  increases.  These  increases  resulted  in  many 
inequalities,  and  since  then  economic  readjustments  have  taken 
place  and  further  inequalities  have  manifested  themselves,  espe- 
cially in  the  agricultural  field,  where  the  greatest  liquidation 
has  transpired.  The  railroads  have  been  attempting  to  meet 
the  demands  for  readjustments  of  rates,  but  they  have  been 
limited  by  the  control  which  public  agencies  hold  over  wages, 
working  conditions,  etc. 

"The  cuts  in  wages  which  the  managements  propose  that 
the  Railroad  Labor  Board  shall  authorize  are  these:  That 


the  wages  of  train  service  employes  be  reduced  sufficiently  to 
remove  the  remainder  of  the  increase  granted  by  the  Labor 
Board's  decision  of  July  20,  1920  (which  would  involve  a  further 
reduction  in  the  wages  of  this  class  of  labor  of  approximately 
10  per  cent),  and  a  reduction  of  the  wages  of  all  other  classes 
of  labor  to  correspond  with  the  wages  being  paid  for  similar 
work  in  the  territories  in  which  the  railroads  operate.  Un- 
skilled labor  cost  the  railroads  of  the  country  last  year  more 
than  $1,300,000,000.  Other  industries  have  been  liquidating  labor 
costs,  especially  the  wages  of  unskilled  labor.  It  is  utterly  un- 
fair that  the  farmer,  for  instance,  should  have  to  pay  freight 
rates  sufficient  to  make  it  possible  for  the  railroads  to  employ 
labor  at  three  or  four  times  the  price  which  he  is  paying  for 
exactly  the  same  kind  of  labor. 

"Frankly,  I  wish  it  were  possible  to  maintain  the  present 
scale  of  wages  on  the  railroads  of  the  country,  and  particularly 
on  the  railway  system  over  which  I  have  the  honor  to  preside. 
I  have  a  great  sympathy  for  the  man  who  works  and  who  is 
struggling  to  better  his  own  position  in  life,  and  I  would  favor 
paying  those  who  are  doing  honest  and  conscientious  work  for 
the  welfare  of  their  employers  the  limit  justified  by  economic 
conditions.  To  go  beyond  that  limit  would  be  equally  inimical 
to  the  workers  and  the  general  public. 

"It  is  in  the  interest  of  the  public  welfare  that  the  men 
who  operate  the  transportation  systems  of  this  country — so 
vital  and  indispensable  to  the  public — should  be  dealt  with 
fairly  and  paid  reasonably  well  for  their  services,  but  it  it  not 
in  the  interest  of  those  men  themselves  to  exact  more  than 
that,  or  to  bring  about  a  condition  that  would  permit  them 
to  profit  at  the  expense  of  other  groups. 

"The  extent  to  which  the  railroads  will  ask  the  Labor  Board 
to  reduce  wages  is  not  excessive.  The  railroads  need  the  sup- 
port of  the  public  to  bring  about  this  liquidation.  Upon  whether 
the  public  responds  will  depend  the  issue  of  reduced  freight 
rates. 

"It  is  most  important  that  the  public  understand  clearly 
the  issue  involved  in  the  order  for  a  general  railway  strike, 
which  has  been  formulated  by  the  railway  labor  brotherhoods. 
The  thing  it  is  proposed  to  strike  against  is  the  decision  of  the 
Railroad  Labor  Board  authorizing  a  reduction  of  approximately 
12  per  cent  in  wages,  which  the  railroads  put  into  effect  July  1. 
There  is  at  present  no  other  possible  ground  for  a  strike. 

"The  situation,  in  important  respects,  is  more  serious  than 
that  created  by  the  strike  order  issued  by  the  labor  organizations 
in  1916,  which  precipitated  the  passage  of  the  Adamson  act. 
At  that  time,  while  the  railroads  had  asked  for  arbitration, 
there  had  not  been  any  arbitration  because  the  labor  unions 
had  refused  it.  Therefore,  the  laoor  unions  were  technically 
within  the  law.  The  present  case  is  entirely  different.  The 
transportation  act  of  1920,  a  law  of  the  United  States,  created 
the  Railroad  Labor  Board.  The  act  requires  the  railroads  and 
their  employes  to  submit  to  the  Railroad  Labor  Board  disputes 
over  wages  and  working  conditions  which  might  interrupt  the 
flow  of  transportation. 

"Demands  for  advances  in  wages  made  by  the  railway  em- 
ployes last  year  were  submitted  to  the  Railroad  Labor  Board, 
and  in  July,  1920,  it  granted  them  advances  averaging  about  22 
per  cent,  retroactive  to  May  1.  The  railroads,  in  accordance 
with  the  law,  put  these  advances  in  wages  into  effect. 

"This  year  the  railroads  applied  to  the  Labor  Board  to 
cancel  this  entire  advance  in  wages,  and  the  board  authorized 
a  reduction,  effective  July  1,  of  only  about  12  per  cent,  or  approxi- 
mately half  of  the  July,  1920,  increase.  While  the  railroads 
complied  with  the  decision  last  year  for  a  retroactive  advance 
in  wages,  the  labor  brotherhoods  propose  now  to  defy  the  law 
and  strike,  rather  than  accept  a  reduction  in  wages  substantially 
less  than  the  increase  last  year.  The  course  of  the  labor  unions 
in  ordering  a  strike  is  in  violation  of  the  decision  of  the  Rail- 
road Labor  Board.  It  is  a  strike  against  the  lawful  act  of  a 
governmental  body.  The  main  object  of  the  labor  provisions 
of  the  law  is  to  prevent  an  interruption  of  the  vital  service  of 
transportation.  If  strikes  occur  regardless  of  them,  these  pro- 
visions will  be  rendered  void. 

"The  issue  is  one  of  vital  concern  to  the  public.  Railway 
managements  are  not  trying  to  escape  their  responsibilities  in 
calling  attention  to  that  fact.  We  are  conscious  of  our  obliga- 
tions to  the  public,  and  we  shall  make  every  effort  to  fulfill 
those  obligations.  Should  the  threatened  strike  take  place,  we 
shall  do  our  utmost  to  move  necessities,  utilizing  to  the  fullest 
possible  extent  all  the  man  power  available." 


WAGE  CUT  APPROVED 

The  Labor  Boad  shattered  another  of  its  precedents,  October 
17,  by  approving  a  wage  cut  of  20  per  cent  for  the  train  forces 
of  the  Electric  Short  Line  Railway  Company,  for  reasons  "in- 
cluding the  financial  condition  of  the  carrier."  The  electric 
road,  which  operates  between  Minneapolis  and  Hutchinson,  Minn., 
applied  for  a  reduction  of  25  per  cent  in  the  wages  of  its  train 
forces,  stating  that  unless  it  were  forthcoming  it  would  have 
to  go  into  the  hands  of  a  receiver.  So  far  as  is  known,  this 
is  the  first  decision  in  which  the  financial  condition  of  the  carrier 
has  been  taken  into  account  in  fixing  just  and  reasonable  wages. 
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LABOR  BOARD-PENNSY  DISPUTE 

rin-  only  justification  for  the  position  the  Pennsylvania  hax 
iiiken  in  i.tiisiiiK  I"  comply  with  the  derision  of  the  Labor 
Hoard  in  llir  railroad's  dispute  with  the  System  Federation  over 
the  manner  of  electing  employe  representatives  with  whom  to 
negotiate  rules  and  working  conditions,  put  In  at  a  hearing,  held 
before  the  board  in  Chicago,  October  20,  for  the  purpose  of 
ascertaining  whether  the  Pennsylvania  has  in  fact  been  In  viola- 
lion  of  that  decision,  was  a  re-iteration  of  the  contentions  made 
when  the  boa  id  was  recently  asked  to  reverse  the  decision.  C. 
B.  Heiserman,  general  counsel  for  the  Pennsylvania,  read  the 
statement,  which  was  signed  by  President  Samuel  Rea. 

Following  the  reading  of  the  statement  Mr.  Heiserman  was 
subjected  to  a  questioning  by  Ben  W.  Hooper,  public  member  of 
the  board,  who  sought  to  ascertain  the  points  on  which  the  road 
and  the  board  agreed.  It  developed  that  their  agreement  reached  as 
far  as  the  correct  form  of  ballot  through  which  the  employes  might 
select  representatives  and  split  at  that  point,  the  road  asserting 
that  only  individuals  should  be  selected,  as  was  done,  and  the 
board  insisting  that  the  shop  workers  had  a  right  to  select  an 
organization  to  negotiate  for  them. 

.Mr.  Hooper  then  pointed  out  that  the  Pennsylvania  had 
negotiated  working  rules  with  the  brotherhoods,  and  produced 
a  copy  to  which  the  names  of  the  brotherhood  officials  was  at- 
tached. He  said  that  the  road's  policy  of  denying  a  similar 
method  to  the  shop  workers  was  discriminatory.  Mr.  Heiserman 
pointed  out  that  the  names  attached  to  the  trainmen's  agree- 
ments appeared  there  as  those  of  individuals  and  that  all  the 
signers  were  employes  of  -the  Pennsylvania.  "If  the  shop  workers 
had  elected  the  System  Federation  heads  as  individual  repre- 
sentatives, and  if  they  had  all  been  employes  of  the  road  we 
would  have  been  glad  to  negotiate  with  them,"  said  he. 

N.  P.  Good,  appearing  for  System  Federation  No.  90,  offered 
an  explanation  of  that  part  of  the  Pennsylvania  statement  which 
accused  his  organization  of  advocating  the  sympathetic  strike. 

"We  are  now  taking  a  vote  among  the  shop  workers  on  the 
Pennsylvania  which,  while  not  fully  counted,  seems  to  be  over- 
whelmingly in  favor  of  striking  if  the  Pennsylvania  continues 
in  its  present  attitude  and  does  not  allow  us  to  re-elect  repre- 
sentatives as  ordered  by  the  board.  But  we  will  make  another 
attempt  to  confer  with  the  railroad  officials  before  calling  the 
men  out,"  said  he. 

Mr.  Heiserman  denied  an  allegation,  which  Mr.  Hooper  said 
had  come  through  an  outside  source  and  was  not  concurred  in 
by  him,  that  the  Pennsylvania  had  only  decided  to  refuse  to 
comply  with  the  board's  decision  because  no  penalty  was  pre- 
scribed for  such  violations.  "Have  you  ever  disregarded  an 
order  of  the  Interstate  Commerce  Commission?"  asked  Mr. 
Hooper. 

"We  have  appealed  from  their  decisions  many  times  and  have 
often  won,"  answered  Mr.  Heiserman.  "So  far  as  the  absence 
of  a  penalty  for  violating  the  board's  decisions  is  concerned,  we 
wish  there  were  such  a  penalty.  The  only  reason  we  have 
adopted  our  present  attitude  in  this  case  is  because  the  courts 
of  the  country  offer  no  other  machinery  for  taking  care  of  the 
situation.  We  are  merely  appealing  from  your  authority  in  the 
matter,  and  we  assure  you  that  such  an  appeal  is  made  in  a 
purely  legal  manner  and  with  no  suggestion  of  defiance.  We 
reassert  that  in  all  things  in  which  we  think  the  board  bears  the 
proper  authority  we  will  in  the  future,  as  we  have  in  the  past, 
I'hcy  its  orders  conscientiously." 

The  statement  filed  by  the  Pennsylvania  was  as  follows: 

In   response  to   the  notice  of  a  hearing  on   Thursday,   October 

1H21,   to  determine   according:  to  the   provisions   of  Section   31." 

i     the    Transportation    Act    whether    Decision    No.    218    has    been 

"violated,"   The   Pennsylvania   Railroad   Company,   by   order   "I    its 

1  '•* >a  I'd   of   Directors  nnd   through    its  counsel,   makes  the   following 

statement : 

1.  The  carrier  has  informed  the  board  in  its  several  pleadings 
tiled  in  this  case  that  It  could  not  accept  as  a  law  ful  decision 
the  declaration  of  the  board  that  the  election  under  which  its  1-111- 
ploye  representatives  were  chosen  was  illegal,  and  that  tin  ml. 
and  working  conditions  agreed  upon  by  such  employ  representa- 
tives and  the  management  were  void  and  of  no  effect. 

This  position  was  taken  and  is  sustained  by  the  carrier  In •- 
cause  it  was  and  is  of  the  opinion  that  the  Board  had  no  Juris- 
diction over  the  matter  which  was  the  subject  of  the  decision. 
'''informing'  to  the  letter  and  tho  spirit  of  the  transportation  act. 
the  carrier  pledged  itself  to  the  principle  of  collective  bargaining 
with  its  employes  by  and  through  the  Ihedlum  of  employe  repre- 
sentatives <>f  their  own  selection,  and  in  good  faith,  and  with  the 

peration  of  a  large  majority  of  its  employes  of  all  classes, 
entered  upon  a  policy  which  promised  good  and  lasting  results 
in  promoting  harmony  of  action  and  full  understanding  ,,f  condi- 
tion between  employes  and  management. 

A  minority  of  employes,  represented  by  System  Federation  !m 
were  opposed  to  employe  representation,  approved  by  the  great 
majority  of  employes  of  all  classes,  and  claimed  the  right  to  nego- 
tiate concerning  rules  and  working  conditions  through  the  shop 
craft's  labor  organization. 

This  the  carrier  deemed  subserslve  of  Its  lawful  right  to  deal 
with  Its  own  employes,  without  the  intervention  of  individuals 
or  organizations,  whose  manifest  object  is  the  denial  of  the 
fundamental  right  of  employer  and  employe  to  deal  In  the  first 
instance  with  one  another  respecting  wages  and  working  condi- 
tions In  which  they  alone  are  directly  interested.  And  again, 
the  carrier  emphasizes  the  fact  that  in  ease  of  disputes  In  rela- 
tion to  wages  and  working  conditions  it  is  and  has  ever  been 
willing  tii  submit  the  dispute  t..  the  Labor  Board  and  to  abide  by 
its  derision,  in  full  acquiescence  in.  acceptance  of.  the  provisions 
of  the  transportation  act. 


ml  itself  hail  .-mo  that  "the  IIUI-MHHI  involved  IK  merely 

'">e  1,1  |.i  IM  >  iiui'e,"  mill  the  i.iiili-r  In  ii<lvl«eil  that  qui'Mion*  nt 
procedure,  mid  tho  method  and  mnnn<  tint  employ' 

reientatlves,  are  matters  within  tho  control  of  ItH  management 
and  its  employes,  and  wholly  without  the  jurisdiction  of  the 
IM.. 1 1  ,i 

2.  Disputes    which    are   cognizable    by    the    board    are    In    the 
opinion    of    tho    carrier    those    which    Hmaten    •  nn    interrupt  ion    in 
the  operation   of   any  carrier"  and   whleh    involve   or   grow   out   of 
real   grievances   In   connection   with   wages   or   working    rules   and 
condition*. 

Working  rules  and  conditions  have  been  made  the  subject  of 
agreements  by  and  between  the  carrier  and  Its  shop  crafts  em- 
ployes, and  those  rules  and  conditions  are  subject  to  the  juris- 
diction of  the  board  and  Its  decision  thereon  under  the  provisions 
and  In  accordance  with  the  procedure  of  the  transportation  act. 

3.  The  carrier  states  that   It  has  not  "violated"  any  decision 
of   the  Labor   Board   In   the   sense    that   It   has   set   at   naught   and 
refused    to   comply   with    a   lawful    pronouncement    of   the    hoard: 
neither   has    It   violated   any   provision    of    the   transportation    act. 
nor   "defied"   the   Labor  Board   or   tho   Congress   which   created    it. 
To  the  contrary,   the  carrier  has  coneeiieil    the  Jurisdiction   of   the 
Labor    Board    to    hear    and    decide    such    disputes    as    fall    within 
the  purview  of  the  transportation  act;  and  It   Is  a  willing  party 
to  several  submissions  now  pending  before  the  board  in  the  matter 
of  wages  and  working  rules  and  conditions. 

4.  The   carrier   further  states   that   In   Its   opinion   the   board, 
in  Its  said  decision  No.  218,  has  without  warrant  of  law  exercised 
the    functions    of    an    administrative    or    regulatory    body,    and    as 
such   has  assumed   to   Invade   the   domain   of   management   and    to 
assert  jurisdiction  over  matters  solely  referable  to  the  functions 
of  railway  management. 

The  carrier  believes  the  Labor  Board  to  be,  under  the  law- 
creating  it,  not  an  administrative  but  a  medlatlve  body.  Your 
chahman  has  referred  to  the  board  as  an  "impartial  mediatory 
body." 

6.  The  carrier  represents  to  the  board  that  In  denying  Its 
Jurisdiction  over  the  subject  matter  of  decision  No.  218  it  does  so 
with  all  due  courtesy  and  with  no  lack  of  respect  for  the  board's 
decisions  on  matters  within  its  mediatory  jurisdiction  of  real 
disputes  affecting  the  wages  and  the  working  conditions  of  its 
employes. 

6.  The  carrier  is  convinced  that  the  power  sought  to  be  ex- 
ercised  by   the   board   in    this   proceeding   has   not   been   conferred 
upon  it  by  Congress,  and  consequently  the  order  or  decision  which 
it   has   made    is   entirely    beyond    the   scope    and   authority   of   the 
board. 

The  carrier  strongly  deprecates  any  controversy  with  the 
board  with  respect  to  the  extent  of  the  powers  or  jurisdiction 
conferred  upon  it  by  the  Transportation  Act,  and,  if  compliance 
with  the  decision  had  involved  no  serious  consequences,  the  car- 
rier in  order  to  avoid  any  controversy  on  the  subject  would  have 
submitted  to  the  decision,  notwithstading  its  belief  that  the  board 
had  assumed  a  jurisdiction  not  conferred  upon  it  by  Congress. 
But  the  carrier,  In  the  consideration  of  the  question  as  to  whether 
the  directions  of  the  decision  should  be  observed,  was  obliged  to 
determine  whether  the  system  of  employe  representation  which  it 
had  inaugurated  was  to  be  impaired  and  its  usefulness  and  value 
largely  destroyed,  or  whether  in  order  to  avoid  non-compliance 
with  the  decision  it  should,  in  considering  and  determining  what 
rules  governing  working  conditions  should  be  established,  con- 
sult with  an  organization  which,  the  carrier  believes,  advocates 
(a)  the  closed  shop,  (b)  the  sympathetic  strike  and  fc)  limitation 
of  output,  and  which  had  been  largely  instrumental  in  framing 
rules  governing  the  operation  of  the  shops  during  the  period  of 
federal  control.  The  carrier  asserts  that  these  rules  had  reduced 
the  efficiency  of  shop  labor  on  its  lines  to  the  extent  of  at  least 
35  per  cent,  and  attention  is  called  to  the  fact  that  the  late  Judge 
Prouty,  when  a  member  of  the  Kailroad  Administration,  after  an 
investigation  made  by  him,  publicly  announced  that  upon  the 
Pennsylvania  Lines  East  labor  was  inefficient  as  compared  wilh 
private  operation,  the  per  cent  of  inefficiency  in  some  cases 
being  as  much  as  33  1-3  per  cent. 

7.  The    carrier,    therefore,    respectfully    represents    that    the 
hoard   should   not   consider  decision   No.   218   as  a   lawful   exercise 
of   its   powers,    and    that    the    carrier   should    not    be    held    by   the 
board  as  having  "violated"  a  lawful  decision  of  the  board;  and  the 
carrier    reasserts    its    purpose    and    willingness    to    comply    in    all 
respects    with    the    provisions    of    the    transportation    act    and    to 
submit   itself  t'o   the  jurisdiction   of  the   Labor  Board  in  all   mat- 
ters  cognizable   thereunder. 


SEPTEMBER   RAILWAY   REVENUE 

The  Traffic   World   Washington  Bureau 

Due  to  the  fact  that  the  expenses  of  the  carriers  were  some- 
what heavier  in  September  than  in  August,  because  maintenance 
was  speeded  up,  to  a  certain  extent,  net  earnings  in  September 
may  be  a  trifle  less  than  they  were  in  August,  when  the  net 
reached  $90,241,103,  or  a  return  of  a  flat  5  per  cent  on  the  valua- 
tion of  the  class  I  roads,  on  an  annual  basis.  This  view  was 
expressed  by  Dr.  Julius  H.  Parmelee,  director  of  the  Bureau  of 
Railway  Economics  this  week. 

October  should  be  better  than  either  August  or  September, 
he  said,  provided  conditions  in  the  first  two  weeks  of  October 
remain  practically  the  same  for  the  entire  month.  He  expressed 
the  belief  that  net  earnings  in  October  would  exceed  5  per  cent. 
That  prediction,  however,  was  made  contingent  on  no  disturb- 
ances such  as  would  result  from  a  strike. 

No  computations  on  earnings  in  September  were  made  this 
week  by  the  Bureau,  as  reports  from  the  individual  roads  were 
lacking. 

The  Commission  has  issued  its  official  figures  on  operating 
revenues  and  expenses  of  class  I  roads  for  August  and  the  eight 
months  ending  with  August,  the  figures  being  substantially  the 
same  as  those  previously  announced  by  the  Bureau  of  Railway 
Economics. 

The  report  shows  that  railway  operating  revenues  totaled 
$505,508,274  in  August,  as  against  $555,522,389  in  August,  1920: 
that  expenses  dropped  from  $682,315,188  in  August,  1920,  to 
$382,279,070  in  August  this  year;  and  that  the  net  railway  oper- 


830 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  17 


ating  income  was  $90,241,103,  as  against  a  deficit  of  $158,582,570 
in  August,  1920. 

In  the  eight  months  ending  with  August  the  net  was  $304,- 
320,753,  as  against  a  deficit  of  $161,125.556  in  the  same  period 
of  1920.  Revenues  totaled  $3,644,288,883,  as  against  $3,825,048,- 
200  in  the  1920  period,  and  expenses  totaled  $3,109,990,740,  as 
against  $3,770,449,385  in  the  first  eight  months  of  1920. 

To  get  the  percentage  of  return  in  August,  the  Bureau  of 
Railway  Economics  found  an  estimated  tentative  valuation  on 
class  I  roads  of  $18,599,000,000.  It  did  this  by  adjusting  the 
valuation  of  $18,900,000,000,  fixed  by  the  Commission  as  of  De- 
cember 31,  1919,  to  the  property  of  the  class  I  roads.  This  ad- 
justment brought  the  total  of  $17,994,000,000.  To  this  was 
added  $604,506,389  for  additions  and  betterments  made  in  1920 
and  the  total  of  $18,599,000,000  in  round  figures.  The  roads 
should  have  earned  $108,000,000  in  August  to  have  made  possible 
a  return  of  6  per  cent  on  an  annual  basis. 

In  the  twelve  months  ended  with  August  31,  the  carriers 
earned  under  the  increased  rates  made  effective  August  26,  1920, 
a  net  of  $530.655,927,  or  a  return  of  2.9  per  cent.  The  roads  in 
the  eastern  district  had  a  return  of  2.8  per  cent;  in  the  southern, 
1.9  per  cent,  and  in  the  western.  3.3  per  cent. 

The  carriers  in  the  Western  district,  according  to  compila- 
tions made  by  the  Bureau  of  Railway  Economics,  earned  a  re- 
turn, on  an  annual  basis,  of  6.5  per  cent  in  the  month  of  August. 
This  was  the  first  month  under  the  transportation  act  that  the 
carriers  in  any  group  reached  6  per  cent.  The  net  railway 
operating  income  for  the  carriers  in  the  Western  district  in 
August  was  $50,536,456,  whereas  a  net  of  only  $46,844,000  would 
have  represented  a  return  on  an  annual  basis  of  6  per  cent. 
The  carriers  in  the  Eastern  district  had  a  return  of  4.1  per  cent 
in  August  and  the  carriers  in  the  Southern  district  a  return 
of  2.8  per  cent. 

The  fact  that  the  carriers  in  the  Western  district  had  a  net 
in  excess  of  6  per  cent  means  that  some  individual  roads  earned 
more  than  6  per  cent  on  the  value  of  their  properties  for  the 
month  of  August.  It  is  believed  there  were  few,  if  any,  roads, 
however,  that  earned  more  than  6  per  cent  on  the  value  of  their 
properties  in  the  year  ending  August  31,  1921.  If  there  were,  the 
Commission,  under  the  law,  will  be  obliged  to  take  steps  to 
recapture  one-half  of  the  excess  above  6  per  cent  earned  by  any 
individual  road  on  the  value  of  its  particular  property.  The 
recapture  provision  relates  to  6  per  cent  on  the  value  of  the 
property  of  an  individual  road  and  not  to  the  6  per  cent  return 
on  aggregate  value,  which  Congress  said  the  roads  should  have 
as  a  whole  or  by  groups. 


be  the  first  witness  to  urge  repeal  of  section  15a  and  modifica- 
tion of  section  13  to  restrict  the  Commission's  jurisdiction  over 
intrastate  rates.  The  American  Farm  Bureau  Federation, 
through  Thome,  will  urge  enactment  of  the  Capper  bills. 


NO  HOUSE  LEGISLATION 

The  Traffic  World   Washington  Bureau 

The  House  committee  on  interstate  and  foreign  commerce 
will  not  consider  important  changes  in  the  interstate  commerce 
act  at  the  present  session  of  Congress,  according  to  Representa- 
tive Winslow,  chairman  of  the  committee.  Railroad  legislation 
in  general  will  be  practically  taboo  by  the  committee  as  far  as 
the  present  session  is  concerned.  The  committee,  of  course, 
would  consider  emergency  railroad  legislation  if  need  for  that 
should  develop. 

The  committee  held  an  executive  meeting  October  19  and 
decided  to  take  up  the  maternity  bill — which  has  nothing  to  do 
with  railroads.  Pending  railroad  bills  were  not  discussed,  Chair- 
man Winslow  said.  Nothing  definite  as  to  the  Senate  bill 
(S.  621)  extending  the  time  for  the  filing  of  straight  overcharge 
claims  against  the  Railroad  Administration  has  been  determined 
on  by  the  committee.  In  fact,  the  bill  has  not  been  taken 
up  in  committee.  It  may  go  over  until  the  next  session, 
which  begins  December  5.  Chairman  Winslow  promised  before 
the  recent  recess  that  the  bill  would  be  passed  some  time  after 
the  recess.  He  had  nothing  definite  to  say  in  regard  to  the  bill 
when  questioned  October  19. 

The  position  taken  by  Chairman  Winslow,  if  adhered  to, 
means  that  even  though  the  Senate  interstate  commerce  com- 
mittee should  recommend  and  the  Senate  should  pass  any  legis- 
lation amending  the  transportation  act — with  the  exception  of 
so-called  emergency  legislation — the  House  committee  would 
practically  pigeonhole  the  bill  or  bills  for  the  time  being. 

Members  of  the  committee  were  incined  to  believe  that 
"emergency  legislation"  would  not  be  necessary  in  connection 
with  the  threatened  strike.  The  view  expressed  was  in  har- 
mony with  that  of  the  White  House,  which  is  that  it  should 
first  be  determined  whether  the  Railroad  Labor  Board  is  a 
"futile  agency."  If  it  develops  that  it  is,  then,  it  was  said,  there 
might  develop  a  need  for  additional  legislation. 


HEARINGS    ON    SENATE    BILLS 

Clifford  Thome,  as  counsel  for  the  American  Farm  Bureau 
Federation,  has  arranged  for  appearance  before  the  Senate  in- 
terstate commerce  committee  October  24  or  25,  when  hearings 
will  be  held  on  the  Capper  bills  providing  for  amendment  of  the 
transportation  act.  Samuel  H.  Cowan  of  counsel  for  the  livestock 
interests  of  the  Southwest,  also  will  appear  before  the  commit- 
tee. Solicitor  Benton,  for  the  state  commissions,  will  probably 


LOADING  OF  REVENUE  FREIGHT 

The  Tragic   World   Washington  Burtau 

Loading  of  revenue  freight  the  week  which  ended  October  8 
totaled  895,740  cars  compared  with  901,078  cars  the  previous 
week,  or  a  decrease  of  5,338  cars,  according  to  reports  received 
by  the  car  service  division  of  the  American  Railway  Association. 
This  was  a  decrease  of  115,926  cars  compared  with  the  corre- 
sponding week  last  year  and  86,431  cars  compared  with  the 
corresponding  week  in  1919. 

Increases  over  the  week  before  were  reported  in  the  load- 
ing of  livestock,  coal  and  coke,  but  decreases  for  other  com- 
modities. Live  stock  totaled  34,073  cars  or  an  increase  within 
a  week  of  1,205  cars,  while  coal  amounted  to  180,339,  which  was 
an  increase  of  2,334  cars  compared  with  the  preceding  week. 
This  was,  however,  43,724  cars  below  the  total  for  the  correspond- 
ing week  in  1920. 

Coke  loading  amounted  to  6,054  cars  or  a  gain  over  the 
week  before 'of  439  cars,  while  forest  products  totaled  49,459 
cars  or  a  difference  of  only  nine  cars  under  that  for  the  week 
of  October  1.  Loading  of  grain  fell  off  3,111  cars  within  a 
week,  the  total  being  53,964,  which  was,  however,  12,589  cars 
more  than  were  loaded  during  the  corresponding  week  last 
year  and  11,166  cars  above  that  for  the  corresponding  week  in 
1919.  Ore  decreased  691  cars  within  a  week 'to  a  total  of  25.702 
cars  and  merchandise  and  miscellaneous  freight,  which  includes 
manufactured  products,  totaled  546,149  cars  or  a  decrease  from 
the  week  before  of  5,507  cars  and  11,344  cars  less  than  were 
loaded  during  the  corresponding  week  last  year. 

Except  for  the  Allegheny  and  Southern  districts,  decreases 
were  reported  compared  with  the  previous  week  in  the  loading 
of  all  commodities  by  districts,  while  compared  with  the  corre- 
sponding week  last  year,  all  reported  decreases  except  the  central 
western,  which  showed  an  increase. 

The  loading  by  districts  for  the  week  ended  October  8  and 
the  corresponding  week  of  1920  was'  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,191  and  5,869; 
live  stock,  3,176  and  2,905;  coal,  46,209  and  58,173;  coke,  1,823 
and  4,021;  forest  products,  4,573  and  8,256;  ore,  2,420  and  10,761; 
merchandise,  L.  C.  L.t  63,951  and  48,214;  miscellaneous,  81.886 
and  110,104;  total,  1921,  212,229;  1920,  248,303;  1919,  237,345. 

Allegheny  district:  Grain  and  grain  products,  3.241  and  2,- 
425;  live  stock,  3,348  and  3,236;  coal,  51,081  and  67,579;  coke, 
2,609  and  7,136;  forest  products,  2,614  and  3,545;  ore,  5.120  and 
16,022;  merchandise,  L.  C.  L.,  47,090  and  40,668;  miscellaneous, 
58,653  and  71,927;  total,  1921,  173,756;  1920,  212,538;  1919,  207,- 
185. 

Pocahontas  district:  Grain  and  grain  products,  262  and  117; 
live  stock,  328  and  358;  coal,  21,437  and  24,382;  coke,  178  and 
1,040;  forest  products,  1,266  and  1,724;  ore,  93  and  262;  mer- 
chandise, L.  C.  L.,  5,697  and  5,410;  miscellaneous,  4,084  and  4,- 
935;  total,  1921,  33,345;  1920,  38,228;  1919,  38,539. 

Southern  district:  Grain  and  grain  products,  3,870  and  2,- 
954;  live  stock,  2,147  and  2,43b;  coal,  24,627  and  28,319;  coke, 
486  and  1,447;  forest  products,  16,054  and  18,885;  ore,  376  and 
3,380;  merchandise,  L.  C.  L.,  39,411  and  36,085;  miscellaneous, 
41,603  and  38,793;  total,  1921,  128,574;  1920,  132,301;  1919,  135,- 
260. 

Northwestern  district:  Grain  and  grain  products,  18,478  and 
14,553;  live  stock,  9,033  and  8,891;  coal,  10,010  and  11,892;  coke, 
619  and  1,998;  forest  products,  11,625  and  13,849;  ore,  16,199 
and  44,325;  merchandise,  L.  C.  L.,  28,651  and  29,100;  miscel- 
laneous, 43,203  and  42,147;  total,  1921,  137,818;  1920,  167,255; 
1919,  160,952. 

Central  Western  district:  Grain  and  grain  products,  15,333 
and  10,831;  live  stock,  12,623  and  12,184;  coal,  22,212  and  26.906; 
coke,  218  and  521;  forest  products,  6,734  and  6,811;  ore,  746  and 
3,394;  merchandise,  L.  C.  L.,  32,269  and  31,350;  miscellaneous, 
53,306  and  50,583;  total,  1921,  143,441;  1920,  142,580;  1919,  138,- 
311. 

Southwestern  district:  Grain  and  grain  products,  4.589  and 
4,626;  live  stock,  3,418  and  2,582;  coal,  4,763  and  6,812;  coke, 
121  and  184;  forest  products,  6,593  and  7,446;  ore,  748  and  634; 
merchandise,  L.  C.  L.,  16,396  and  17,930;  miscellaneous,  29,949 
and  30,247;  total,  1921,  66,577;  1920,  70,461;  1919,  64.579. 

Total,  all  roads:  Grain  and  grain  products,  53.964  and  41,- 
375;  live  stock,  34,073  and  32,594;  coal,  180,339  and  224,063;  coke, 
6,054  and  16,347;  forest  products,  49,459  and  60,516;  ore,  25.702 
and  79,278;  merchandise,  L.  C.  L.,  233,465  and  208,757;  miscel- 
laneous, 312684  and  348,736;  total,  1921,  895,740;  1920,  1,011,- 
666;  1919,  982,171. 

MANCHESTER   &   ONEIDA    BONDS 

The  Manchester  &  Oneida,  a  little  railroad  in  Iowa,  hat 
asked  the  Commission  to  approve  the  issue  of  $65,000  of  6  per 
cent  twenty-year  gold  bonds,  to  pay  off  an  equal  amount  of 
unpaid  bonds  which  matured  in  the  spring  of  1921,  and  on 
which  the  interest  has  been  paid. 
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(By  a  Staff  Correspondent  at  Atlimtn,  da.) 
Opposition  by  Commissioner  Taylor,  of  Nebraska,  to  the 
resolution  of  the  committee  on  state  and  federal  legislation  pro- 
posinK  that  the  state  commissions  ask  Congress  to  make  abso- 
lute the  control  of  the  states  over  Intrastate  rates  and  service  re- 
sulted in  the  resolution  being  modified.  (See  Traffic  World,  Oc- 
tober IB.) 

Hugh  Mclndee,  member  of  the  Missouri  commission,  spoke 
against  the  resolution  on  the  ground  that  it  would  be  a  step 
backward  to  the  days  when  state  legislatures  fixed  varying  in- 
trastate  passenger  fares. 

"Are  we  going  back  to  the  days  when  we  subjected  the 
railroads  to  the  regulation  of  48  states  and  the  Interstate  Com- 
merce Commission?"  he  asked.  "You,  by  this  resolution,  seek 
to  induce  Congress  to  go  back  to  the  old  conditions.  I  cannot 
believe  that  any  member  feels  that  the  best  interests  of  the 
public  will  be  served  by  that.  The  Esch-Cummins  law  was  along 
the  right  lines.  We  must  think  along  national  lines.  If  the 
law  stands  as  It  is  or  is  amended  so  as  not  to  restore  state 
control,  the  state  commissioners  can  act  to  take  care  of  the 
interests  of  shippers  and  protect  their  rights. 

"The  great  thing  for  the  public  service  commissions  to  do 
today  is  to  sit  steady  in  the  boat  and  give  the  Interstate  Com- 
merce Commission  an  opportunity  to  work  out  this  problem 
and  put  the  railroads  of  the  country  on  the  footing  where  they 
belong." 

Commissioner  Webster,  of  Iowa,  said  the  state  commissions 
were  spending  most  of  their  time  in  Washington  under  existing 
conditions.  He  asserted  that  the  states  never  delegated  the  right 
to  the  federal  government  to  regulate  their  internal  affairs.  He 
said  he  was  against  the  position  taken  by  Mr.  Mclndee  and  that 
he  was  surprised  the  latter  had  taken  the  view  expressed. 

!. '  P.  Gaillard,  member  of  the  Alabama  commission,  spoke 
for  adoption  of  the  resolution.  He  said  the  Missouri  member 
raised  "the  little  question  of  what  is  the  Constitution  between 
friends?"  He  said  the  state  commissions  should  stand  on  the 
Constitution  and  not  on  the  platform  of  expediency.  He  said 
f  the  members  of  Congress  would  not  amend  the  law  they 
should  be  told  to  come  home. 

Commissioner  Wood,  of  Illinois,  discussed  the  situation  in 
that  state  and  declared  the  hands  of  the  state  commission  were 
tied  and  that  it  was  necessary  that  the  power  of  the  federal 
commission  and  that  of  the  state  commissions  be  defined  that 
the  situation  might  be  clarified. 

Commissioner  Putnam,  of  Minnesota,  said  he  believed  most 
members  took  the  position  that  in  dealing  with  the  railroads 
they  should  be  handled  as  parts  of  a  national  system  of  trans- 
portation but  that  the  state  commissions  must  be  clothed  with 
authority  to  correct  evils  within  the  states. 

Commissioners  Taylor,  of  Nebraska,  said  he  regretted  that 
his  views  would  not  permit  him  to  support  the  resolution  as 
drawn. 

"The  purport  of  the  resolution,"  said  he,  "is  that  Congress 
shall  set  aside  in  their  entirety  the  decisions  of  the  Supreme- 
Court  In  the  Minnesota  and  Shreveport  cases;  in  other  words, 
that  there  be  restored  to  the  states  full  and  plenary  power  over 
intrastate  rates  and  service. 

"The  resolution  goes  farther  than  we  should  go  at  this  time, 
t  disregards  wholly  the  national  aspect  of  our  transportation 
system.     It  is  a  limited  view  of  the  transportation  situation. 
I  do  not  go  as  far  as  the  gentleman  from  Missouri. 

"But  we  are  asking  for  a  right  which  we  have  denied  the 
smaller  political  subdivisions  of  our  states  and  in  that  we  are 
inconsistent.  It  Is  inconceivable  that  we  can  deny  the  national 
character  of  transportation.  Of  the  commerce  of  the  country, 
not  to  exceed  15  per  cent  is  intrastate  and,  in  many  instances, 
not  to  exceed  10  per  cent  is  intrastate.  What  we  are  asking 
in  this  resolution  is  that  as  state  commissions  we  go  before  Con- 
gress and  ask  that  we  receive  absolute  and  plenary  power  to 
regulate  the  10  per  cent  of  intrastate  commerce  irrespective  of 
how  that  may  affect  Interstate  commerce.  To  take  such  a  posi- 
tion will  be  embarrassing  to  the  association  and  its  representa- 
tives. I  have  no  objection  to  the  part  of  the  resolution  relat- 
ing to  section  15-a. 

"Nebraska  is  in  the  same  position  as  the  state  of  Illinois. 
After  much  effort,  however,  we  secured  a  state-wide  readjust- 
ment through  the  Commission.  It  was  a  tedious,  laborious  pro- 
cess, yet,  in  the  face  of  that,  we  cannot,  even  in  Nebraska, 
deny  the  paramount  Interest  of  Interstate  commerce  In  the 
regulation  of  our  rates.  I  join  in  the  view  that  local  matters 
can  best  be  handled  by  the  states.  I  submit  that  we  will  turn 
back  the  hands  of  the  clock,  however,  if  we  attempt  to  isolate  our- 
selves in  utter  disregard  of  the  commerce  which  we  affect.  I 
had  hoped  that  we  might  have  a  resolution  recognizing  general 
supervisory  control  by  the  Interstate  Commerce  Commission 
and  at  the  same  time  recognize  in  the  states  the  right  to  regulate 
commerce  within  the  borders  of  the  states.  I  would  hesitate  to 
go  before  Congress  and  ask  for  the  absolute  power  which  the 
resolution  embodies.  We  must  be  constructive.  We  must  recom- 
mend something  to  appeal  to  the  judgment  of  Congress  and  the 
Thp  Hnr-h  hill  would  define  discrimination.  Thp  Tnt»r 


state  Commerce  Commission  says  a  difference  In  the  level  of 
rates  constitutes  discrimination.     I  believe  there  can  be  a  sub- 
stantial difference  In  the  level  of  rates  without  there  being  dls- 
:riniinatlon.     The  Commission   should    be    required    to    df-fine 
pecincally  just  what  burden  lower  state  rates  places  on  Inter- 
:ate  commerce.    But  we  say  the  Commission  shall  have  nothing 
whatever   to  say   about  state   rates    whether   they    trespass   on 
interstate  commerce  or  not." 

Commissioner  Ouillard  asked  whether  Mr.  Taylor  took  tho 
view  that  the  resolution,  as  framed,  constituted  an  encroach- 
ment on  the  federal  power  over  interstate  commerce.  Mr  Tay- 

l^  r?plied  that-  as  he  construed  It.  the  resolution  substantially 
did  that. 

"Do  you  think  it  would  set  aside  the  Shreveport  decision?-" 
asked  Commissioner  Forward  of  Virginia. 

Mr.  Taylor  asked  that  Mr.  Benton,  the  general  solicitor 
who  assisted  in  the  framing  of  the  resolution,  give  his  view 
of  the  Intention  of  the  committee. 

Mr.  Benton  said  the  situation  faced  by  the  states  was  that 

the  members  of  the  Commission  held  that,  even  if  the  trans- 

>rtation  act  had  not  been  passed,  the  Commission  would  have 

the  power  to  enter  the  intrastate  orders  under  the  Shreve- 
port decision.  He  said  two  questions  had  been  considered— 
whether  Congress  should  be  askfd  to  define  the  Shreveport 
power  or  whether  Congress  should  be  asked  to  make  clear 
that  it  was  not  the  intention  of  Congress  to  make  rates  ap- 
plicable to  intrastate  commerce. 

"As  I  understand  the  purpose  of  the  resolution,  it  Is  to  put 

in  Vl?  a-Ct,  thf  *the  purpose  of  c™z™«*  is  as  originally 
in  the  interstate  commerce  act  and  that  the  act  shall 
)t  apply  to  the  transportation  of  persons  and  property  in  intra- 
state commerce.    The  state  commissions  are  acting  with   pro- 
ety  m  asking  Congress  to  say  that  It  never  intended  such 
interference. 

Mr  Taylor  said  Mr.  Benton's  answer  was  that  It  was  the 
ntent  of  the  committee  and  the  meaning  of  the  resolution  that 
the  principle  determined  by  the  Supreme  Court  in  the  Shreve- 
port^  case  should  be  set  aside. 

"It  is  that  the  Congress  shall  specifically  refrain  from  ex- 
ercising the  power  the  Supreme  Court  held  Congress  might 
exercise  in  the  Shreveport  case,"  said  Mr.  Benton 

Mr.  Taylor  said  he  was  still  In  disagreement  with  the  pur- 
pose of  the  resolution  if  it  was  Intended  to  set  aside  the  Shreve- 
t  decision.    He  said  the  Commission  had  misconstrued  the 
leaning  of  discrimination  and  that  it  should  be  stated  in  the 
law  just  what  discrimination  was  and   that  the  states  should 
nave  the  right  to  regulate  their  own  commerce  subject  to  the 
supervision  of  the  federal  authority.    He  then  moved  to  recom- 
the  resolution   to  the  committee  and.  on  second   of  Com- 
missioner Jackson  of  Wisconsin,  the  motion  was  carried. 

The  committee  then  redrafted  the  resolution  and  eliminated 
the  paragraph  urging  Congress  to  amend  the  act  so  as  to  make 
"clear  and  absolute"  the  right  of  the  states  to  regulate  rates 
and  service  applicable  to  intrastate  commerce.  In  place  of  that 
paragraph,  the  following  were  inserted: 

Therefore,  Be  It  Resolved.  That  we  urge  upon  Congress  immedi- 
ate legislation,  at  the  present  session,  which  shall  so  amend  the  In- 
terstate Commerce  Act  as  clearly  to  define  and  limit  the  power  of  the 
Interstate  Commerce  Commission,  so  that  no  intrastate  rate  may  be 
changed  or  set  aside  without  proof  by  competent  evidence,  and  upon 
findings  of  fact  made,  that  the  same  is  non-compensatory  and  Injures 
a  person  or  persons,  or  a  locality  or  localities,  engaged  in  interstate 
commerce  to  such  an  extent  as  seriously  to  diminish  the  business  of 
such  person  or  persons,  or  seriously  to  retard  the  growth  and  develop- 
ment of  such  locality  or  localities,  and 

Resolved  Further,  That,  as  Kn  aid  in  the  construction  of  the  In- 
terstate Commerce  Act  by  the  Commission  and  the  Courts,  Congress 
is  requested  to  Incorporate  in  such  amendatory  legislation  a  declara- 
tion of  the  purpose  of  Congress  to  recognize  the  right  of  the  several 
states  to  exercise  full  and  final  Jurisdiction  over  all  rates  for  intra- 
state transportation  which  do  not  Injure  persons  or  localities  engaged 
In  Interstate  commerce,  in  the  manner  aforesaid. 

The  revised  resolution  met  with  the  approval  of  Commis- 
sioner Taylor,  who  said  it  met  his  objection  relative  to  wiping 
out  the  Shreveport  decision.  It  was  adopted  without  further 
discussion. 

The  statement  in  the  October  15  issue  of  The  Traffic  World 
(page  756),  that  the  resolution  offered  by  the  committee  on  state 
and  federal  legislation  as  to  intrastate  rates  was  adopted,  was 
erroneous.  As  explained  above,  it  was  modified  as  the  result 
of  protests. 

The  association  unanimously  adopted  a  resolution  submitted 
by  Commissioner  Bowen  of  Minnesota,  at  the  request  of  Chair- 
man Williams,  of  the  Oregon  commission,  asking  the  carriers 
to  grant  a  one-cent-a-mlle  passenger  rate  to  members  of  the 
American  Legion  who  will  attend  the  Legion's  convention  In 
Kansas  City  October  31.  The  carriers  have  agreed  to  a  one- 
cent  fare  from  points  within  a  radius  of  600  miles  of  Kansas 
City  and  the  western  members  wish  It  extended  to  all  points. 

Members  of  commissions  of  the  intermountain  states  in  the 
closing  hours  of  the  convention  put  through  a  resolution  favor- 
ing amendment  of  the  fourth  section  of  the  Interstate  commerce 
act  so  that  the  proviso  thereof  permitting  departures  from  the 
long-and-short  haul  rule  would  be  stricken  out. 

resolution  wa«c  drafted  by  J.  v.  Shaughnessy,  chairman 
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of  the  Nevada  commission;  Hugh  H.  Williams,  chairman  of  the 
New  Mexico  commission,  and  Lee  Dennis,  chairman  of  the  Mon- 
tana commission.  It  was  handed  to  the  committee  on  state  and 
federal  legislation  for  recommendation.  The  committee,  speak- 
ing through  Chairman  Webster,  of  the  Iowa  commission,  said 
the  resolution  would  be  submitted  to  the  convention  without 
recommendation. 

Mr.  Shaughnessy,  speaking  on  the  resolution,  reviewed  the 
ill  effects  of  the  present  law  as  viewed  by  the  intermountain 
states  which  have  long  urged  rigid  application  of  the  long-and- 
short-haul  rule.  The  resolution  was  adopted  at  a  time  when  a 
number  of  commissioners  who  are  opposed  to  repeal  of  the 
forth  section  proviso  were  not  present,  but  there  was  no  dis- 
position to  make  an  issue  of  the  matter. 

At  the  round  table  conference  on  "Automobile  Transporta- 
tion— Omnibus  and  Jitney,"  presided  over  by  Commissioner 
Harry  V.  Osborne  of  the  New  Jersey  Board  of  Public  Utility 
Commissioners,  regulation  of  motor  transportation  was  discussed. 
George  McAneny,  chairman  of  the  Transit  Commission  of  New 
York,  was  to  have  acted  as  chairman,  but  he  was  unable  to  at- 
tend the  convention. 

E.  V.  Kuykendall,  director  of  the  Washington  Board  of  Pub- 
lic Works,  told  of  the  regulation  of  passenger  and  freight  trans- 
portation by  motor  bus  or  truck  in  his  state.  Under  a  law 
enacted  recently  operators  of  passenger  and  freight  lines  must 
obtain  a  certificate  from  the  board  authorizing  the  operation  of 
the  line.  Companies  which  were  in  operation  as  of  January  15, 
1921,  were  granted  authority  to  continue  In  operation,  he  said, 
but  other  companies  must  satisfy  the  board  that  the  service  is 
needed  by  the  public.  The  board  also  has  power  to  refuse  a 
certificate  for  the  operation  of  a  line  where  one  has  been  estab- 
lished previously  and  is  in  operation.  Director  Kuykendall  said 
the  stage  and  truck  operations  were  probably  greater  in  Wash- 
ington than  in  any  other  state  except  California.  The  lines  are 
common  carriers  and  file  tariffs  and  schedules  with  the  board, 
be  handled  in  the  same  manner  as  complaints  against  carriers  by 
rail.  The  jitney  problem  in  relation  to  the  street  railway  prob- 
lem was  discussed. 

After  some  discussion  the  date  for  the  convention  next  year 
at  Detroit  was  fixed  for  September  26.  Mr.  Kuykendall  urged  the 
commissioners  to  come  to  Seattle  next  year,  but  the  convention 
stood  by  the  committee  on  time  and  place  whose  chairman,  J. 
W.  Raish,  chairman  of  the  South  Dakota  commission,  had  recom- 
mended Detroit.  Paul  A.  Walker,  special  counsel  of  the  Okla- 
homa commission,  expressed  the  opinion  that  the  association 
was  making  a  mistake  in  holding  its  conventions  away  from 
Washington. 

Commissioner  Burr  of  Florida  said  he  agreed  with  Mr. 
Walker,  but  that  he  would  not  move  to  change  the  place  of 
meeting  from  Detroit,  because  he  was  going  to  invite  the  associa- 
tion to  Florida  the  following  year  if  it  was  to  be  the  policy  of 
the  association  to  abandon  Washington  as  a  meeting  place. 
There  was  a  feeling  among  the  commissioners  that  more  atten- 
tion was  paid  to  them  in  cities  other  than  Washington  and  their 
visit  to  Atlanta  was  responsible  in  large  part  for  that  feeling 
Provision  also  is  made  for  complaints  against  the  operators  to 
because  of  the  efforts  put  forth  to  make  them  feel  at  home  and 
enjoy  themselves.  If  the  commissioners  praise  Atlanta  "back 
home"  as  much  as  they  did  while  in  Atlanta,  there  will  be  many 
Atlanta  boosters  in  many  parts  of  the  country.  Detroit  prom- 
ised the  commissioners  "as  good  or  better  time"  as  they  had  had 
in  Atlanta — if  that  was  possible. 

The  commissioners  expressed  their  feelings  toward  Atlanta 
in  a  resolution  as  follows: 

Whereas,  The  thirty-third  annual  convention  of  the  National  As- 
sociation of  Railway  and  Utilities  Commissioners,  which  has  been  in 
convention  in  the  city  of  Atlanta  from  October  llth  to  14th,  1921,  has 
been  shown  many  and  unusual  courtesies  and  has  been  entertained  as 
only  true  southern  hospitality  can  entertain  a  convention,  and  has 
been  shown  many  favors  by  the  press. 

Therefore,  Be  It  Resolved,  That  a  vote  of  thanks  be  extended  to 
the  city  of  Atlanta  for  its  many  courtesies  extended  to  the  associa- 
tion and  its  members,  and  that  we  thank  in  particular  the  Railroad 
Commissioners  of  Georgia,  the  President's  Club,  which  has  enter- 
tained us  most  royally,  and  especially  its  officers — Mell  R.  Wilkinson 
and  Frederick  J.  Faxon,  the  Capitol  City  Club  and  the  Atlanta 
Athletic  Club  which  have  extended  to  us  the  privileges  of  their 
organizations,  and  the  many  citizens  of  Atlanta  who  have  extended 
us  countless  courtesies  and  have  given  us  their  hands  and  their 
hearts  in  true  southern  haspitality;  and  the  press  associations,  the 
technical  publications,  and  the  newspapers  of  Atlanta  for  their  valu- 
able reports  of  the  convention. 

And  Be  It  Further  Resolved,  That  we  vote  to  the  city  of  Atlanta 
the  title,  "The  Premier  Convention  City." 

Resolutions  prepared  by  the  committee  on  complimentary 
resolutions  were  adopted  in  which  praise  was  given  to  Commis- 
sioner Joseph  B.  Eastman  for  his  address;  to  John  E.  Benton, 
general  solicitor;  to  Jesse  M.  Couch,  manager  of  the  Georgian 
Terrace  Hotel,  where  the  convention  met;  to  J.  Prince  Webster, 
former  rate  expert  for  the  Georgia  commission,  "whose  untiring 
efforts  both  before  and  during  the  convention  went  far  towards 
making  the  gathering  a  success";  and  to  Mr.  Perry,  retiring 
president,  and  Mr.  Walker,  the  secretary.  Tribute  was  paid  by 
the  convention  to  George  H.  Hillyer,  former  member  of  the 
Georgia  commission. 

Commissioner  Taylor,  of  the  Nebraska   commission,   chair- 


man of  the  committee  on  valuation,  in  connection  with  the 
report  on  valuation  submitted  the  following  letter  from  C.  F. 
Staples,  acting  director  of  the  Bureau  of  Valuation  of  the  Com- 
mission, giving  the  present  status  of  the  valuation  work: 

In  compliance  with  your  oral  request  I  have  prepared  the  follow- 
ing brief  statement  showing  the  progress  of  the  work  of  the  Bureau 
of  Valuation  during  the  past  fiscal  year. 

On  July  1,  1920,  in  order  to  preserve  the  integrity  of  our  forces 
we  were  compelled  to  make  a  general  increase  in  salaries,  which 
materially  increased  the  cost  of  the  work.  In  the  latter  half  of  the 
year  we  were  obliged  to  reduce  our  force  in  order  to  keep  within  our 
appropriation.  This  prevented  our  reaching  the  end  of  certain  Dhases 
of  our  work  as  soon  as  anticipated.  Briefly  stated,  the  beginning  of 
the  present  fiscal  year  finds  us  about  as  follows: 

Engineering  Section. — The  field  work  in  all  branches  has  been 
completed  for  some  time,  except  in  the  Eastern  District,  where  we 
concluded  field  work  during  the  month  of  June.  This  narrows  the 
engineering  work  down  to  that  of  the  office',  where  our  energies  are 
now  concentrated  upon  the  application  of  prices  and  the  writing  of 
reports.  On  June  30  last,  the  engineers  had  submitted  to  this  office 
reports  covering  111,681.62  miles  of  main  line,  representing  the  prop- 
erties of  some  425  carriers.  While  many  of  these  are  small  proper- 
ties, quite  a  number  of  the  larger  lines  are  represented.  At  present 
we  are  making  special  efforts  to  cover  all  roads  of  five  hundred  miles 
or  more,  and  will  continue  to  do  so  until  reports  are  received  on  all 
the  larger  carriers.  The  work  of  compiling  reports  is  well  organized 
and  good  results  are  expected. 

Land  Section. — The  field  work  of  this  section  is  practically  com- 
plete except  for  terminals,  in  all  except  the  Eastern  District..  In  that 
district,  owing  to  the  extreme  density  of  the  larger  lines,  the  work 
will  continue  for  some  time.  Our  field  forces  on  July  1  were  reduced 
to  25  per  cent  of  the  former  personnel.  This  section  is  slightly  be- 
hind the  engineers  in  the  submission  of  land  reports,  but  the  work  is 
in  the  main  well  abreast  of  the  other. 

Accounting  Sections. — The  accounting  field  work  will  be  concluded 
by  December  31,  1921,  and  the  field  forces  disbanded.  The  only  work 
then  remaining  to  be  done  will  be  the  compilation  of  accounting 
reports. 

Tentative  Valuation  Reports. — The  work  of  preparing  these  re- 
ports is  proceeding  rapidly  and  many  additional  tentative  valuations 
have  been  sent  out  during  the  past  sixty  days.  These  reports  include 
a  final  value  as  well  as  figures  showing  the  excess  cost  of  acquisition 
of  lands. 

In  case  of  the  fifty-six  tentative  valuation  reports  issued  prior  to 
the  decision  9f  the  Supreme  Court  in  the  Kansas  City  Southern  case, 
the  Commission  has  issued  supplemental  tentative  valuation  reports 
covering  a  final  value  and  the  excess  cost  figures.  Tentative  valua- 
tion reports  have  been  prepared  and  served  upon  190  of  the  1,966 
corporations,  which  includes  151  independent  carriers  and  39  sub- 
sidiaries. The  main  line  mileage  for  these  carriers  is  26,553. 

The  corps  of  analysts  is  preparing  additional  tentative  valuation 
reports  as  rapidly  as  conditions  permit. 

Dwight  N.  Lewis,  of  the  Iowa  commission  and  chairman  of 
the  committee  on  express  and  other  contract  carriers  by  rail, 
in  the  committee's  report  reviewed  the  matters  relating  to  the 
consolidation  of  the  express  companies  and  the  execution  of 
the  uniform  express  contract. 

"Under  the  uniform  contract  plan,"  the  committee  said, 
"the  American  Railway  Express  Company  now  shows  a  sub- 
stantial net  earning,  producing  somewhat  less  than  6  per  cent 
on  its  capitalization  of  approximately  $35,000,000.  This  earning 
power,  however,  is  apparently  acquired  at  the  expense  of  the 
railroads. 

"The  gross  revenues  for  transportation  of  the  American 
Railway  Express  Company  for  the  ten  months,  September  1, 
1920,  to  June  30,  1921,  were  $267,835,787.  The  uniform  con- 
tract was  in  effect  during  that  whole  period.  The  amount  paid 
to  the  railroad  companies  for  the  express  privilege  was  $84,- 
610,381,  this  being  the  sum  left  after  the  payment  of  operating 
expenses  and  the  deduction  of  2%  per  cent  allowed  by  the 
contract.  The  total  maintenance  charges  for  this  period  were 
$182,256,288.  The  company  credits  itself  with  revenue  from 
operation,  other  than  transportation,  in  the  amount  of  $2,007,- 
860.  After  the  deduction  of  taxes  and  uncollectible  revenue 
from  transportation,  there  is  a  net  operating  income  of  $2,043,- 
126.03.  The  capitalization  of  the  express  company  is  about 
$35,000,000,  and  the  company  claims  that  the  value  of  its  prop- 
erty is  in  excess  of  that  amount. 

"If  the  old  50.25  per  cent  contract  had  been  in  effect  for 
this  ten  months'  period,  the  story  Xvould  have  been  far  different. 
Under  the  old  contract  the  railroads  would  have  been  paid  $134,- 
587,482,  leaving  to  the  express  company,  as  revenue  from  trans- 
portation, $133,248,305.  It  appears,  therefore,  that  the  railroad 
companies  actually  received  $49,977,101  less  for  the  service  per- 
formed than  would  have  been  derived  under  the  old  contract. 
Deducting  the  express  revenue  from  the  total  operating  ex- 
penses, there  would  be  a  loss  of  $46,000,123  for  the  ten  months' 
period.  The  facts  stated  in  this  point  are  taken  from  an  ex- 
hibit filed  by  the  express  company  in  a  recent  case. 

"For  the  year  ending  December  31,  1920,  the  claims  against 
express  companies  amounted  to  $26,420,413.95,  or  $2,201,701.16 
per  month.  For  the  seven  months  ending  July  30,  1921,  the  loss 
and  damage  claims  amounted  to  $9,827,030,  or  $1,403,861  per 
month.  It  is  claimed  by  the  company  that  claims  are  now  paid 
upon  an  average  of  forty  days  from  date  of  presentation,  which 
is  a  great  improvement  over  conditions  as  they  existed  one  to 
three  years  past." 

The  committee  reported  that  thirty-six  states  had  granted 
the  26  per  cent  increase  on  intrastate  express  traffic  to  bring 
the  percentage  increase  up  to  the  interstate  increase.  The 
states  which  have  declined  to  grant  the  26  per  cent  increase 
were  given  as  Illinois,  Arkansas,  Oklahoma,  Texas,  Georgia,  Ne- 


OctotxT  22, 


THE    TRAFFIC     WORLD 


\:ul:i.  ITiali.  Xortli  Dakota,  South  Dakota,  Montana,  Idaho.  Colo- 
rado, Arizona  and  California.  The  express  company  has  ap- 
pealed to  the  Commission  in  these  cases. 

"Some  of  these  cases,"  the  committee  said,  "undoubtedly, 
will  soon  be  adjudicated  by  the  federal  Commission  and  join 
i  lu  long,  sad  procession  of  martyrs  to  the  cause  of  state  sov- 
ereignty." 

In  conclusion,  the  committee  said: 

As  time  soes  on,  it  is  apparent  that  the  postal  service  is  mle- 
iiiintrly  .supplying  thi>  nood  for  small  package  delivery,  especially  for 
short  hauls.  With  the  advent  of  good  roods,  especially  paved  high- 
ways, the  auto-truck  enters  Into  keen  competition  with  the  express 
eompany  for  the  larger  packages  on  the  shorter  hauls.  The  malnte- 
nain'o  of  high  express  rates  encourages  this  competition.  Whllo 
originally  tlir  express  company  was  almost  the  sole  carrier  of  the  small 
demanding  quick  delivery  with  personal  attention.  It  has  now 
Become  lar»  Ij  a  carrier  of  fast  freight  on  a  long  haul.  The  question 
a  persistently  in  our  mind,  whether  we  have  the  need  of  the 
1'Xpivs.M  company  at  the  present  time.  Is  it  or  is  it  not  a  parasite  upon 
transportation?  Time  was  when  it  performed  a  valuable  and  unique 
service  In  the  handling  of  the  small  package  and  the  short  haul,  but 
the  postal  service  and  automobile  have  largely  taken  its  place. 

It  may  be  that  we  are  not  ready  as  yet  to  dispense  with  the 
service  of  the  express  company,  hut  if  we  may  judge  the  future  by  the 
exeats  of  the  past,  the  time  Is  coming  when  there  will  be  no  place  in 
in  our  transportation  system  for  such  a  carrier. 

The  report  was  received  for  filing  as  a  part  of  the  con- 
vention's proceedings. 

Mr.  Benton  submitted  a  report  on  the  efforts  of  the  special 
committee  appointed  to  co-operate  with  the  Commission.  The 
correspondence  between  the  association  and  former  Chairman 
Clark  on  this  subject  has  heretofore  been  printed  in  The  Traffic 
World.  Mr.  Benton  said,  in  effect,  the  efforts  to  obtain  co- 
operation had  come  to  naught  and  that  the  committee  should 
be  discharged.  This  was  done.  He  said  that  under  the  existing 
state  of  affairs  it  was  practically  impossible  to  work  out  a  scheme 
of  co-operation.  If  it  is  finally  determined  that  the  federal  Com- 
mission has  absolute  control  over  intrastate  rates,  he  said,  co- 
operation would  not  be  desirable.  If  the  jurisdiction  of  the 
Commission  should  be  limited,  however,  he  said,  some  method 
of  co-operation  might  be  adopted. 

Upon  motion  of  Mr.  Shaughnessy  a  resolution  was  adopted 
recommending  the  appointment  of  Mr.  Staples  as  permanent 
director  of  the  Bureau  of  Valuation.  Memorial  resolutions  in 
memory  of  former  Director  Prouty,  Ira  B.  Mills,  former  mem- 
ber of  the  Minnesota  commission;  Henry  C.  Adams,  former 
statistician  of  the  Commission,  and  A.  C.  Clauson,  former  sec- 
retary of  the  Minnesota  commission,  were  adopted. 

M.  H.  Aylesworth,  executive  manager  of  the  National  Elec- 
tric Tight  Association.  ad^'-Assed  the  convention  on  the  subject 
of  the  relations  of  the  public  utility  company  with  the  public. 

Commissioner  Jackson,  the  new  president,  said  in  view  of  the 
Important  matters  pending  before  the  association,  the  executive 
committee  should  have  ten  members  instead  of  seven  and  that 
the  number  of  members  of  the  committee  on  state  and  federal 
legislation  should  be  increased  from  seven  to  nine.  He  said 
arrangements  had  been  made  for  representatives  of  the  associa- 
tion to  appear  before  the  Senate  interstate  commerce  committee 
October  24  on  the  Capper  bill  which  provides  for  limitation  of 
the  jurisdiction  of  the  Commission  over  intrastate  rates,  and 
also  for  repeal  of  section  15-a.  The  association  will  then  urge 
the  Senate  committee  to  enact  legislation  along  the  lines  recom- 
mended in  the  resolutions  relating  to  the  intrastate  rate  situa- 
tion. Mr.  Jackson's  recommendations  were  adopted.  It  was 
also  decided  that  the  first  and  second  vice-presidents  should  be 
ex-officio  members  of  the  executive  committee. 

Mr.  Perry,  retiring  president,  turned  the  convention  over 
to  Mr.  Jackson  as  the  new  president.  President  Jackson  an- 
nounced the  appointment  of  the  following  on  the  executive  com- 
mittee: H.  G.  Taylor,  of  Nebraska,  chairman;  Joseph  B.  East- 
man, member  of  the  Commission;  Clyde  M.  Reed,  of  Kansas; 
R.  Hudson  Burr,  of  Florida;  George  McAneny,  of  New  York; 
J.  J.  Murphy,  of  South  Dakota;  Henry  G.  Wells  of  Massachu- 
setts; Fred  A.  Williams  of  Oregon,  and  W.  D.  B.  Ainey  of 
Pennsylvania.  The  ex-officio  members  are  Mr.  Jackson,  Mr. 
D  wight  N.  Lewis,  Mr.  Alexander  Forward  and  Mr.  Walker, 
secretary. 

The  following  were  named  as  the  members  of  the  commit- 
tee on  state  and  federal  legislation:  Charles  Webster,  of  Iowa, 
chairman;  James  A.  Perry,  Georgia;  J.  W.  Raish,  South  Dakota; 
T.  A.  Browne,  Nebraska;  Alexander  Forward,  Virginia;  O.  C. 
Semple,  New  York;  Fred  W.  Putnam,  Minnesota;  Ernest  D. 
Lewis,  West  Va.;  Frank  L.  Smith,  Illinois;  Art  L.  Walker, 
Oklahoma. 

The  executive  committee  re-elected  Mr.  Benton  as  general 
solicitor  with  headquarters  in  Washington. 

Commissioners  from  the  states  of  Virginia,  Alabama,  North 
and  South  Carolina,  Georgia,  Florida,  Mississippi  and  Tennes- 
see met  and  elected  Mr.  Perry  president  of  an  association  of  the 
southeastern  states  which  will  endeavor  to  co-operate  along 
lines  suggested  earlier. in  the  convention.  Mr.  Perry  was  au- 
thorized to  appoint  an  executive  committee  and  the  meetings 
will  be  held  in  Atlanta. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 
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LOSS  OF  OR   INJURY  TO  GOODS 
Carrier   Cannot    Limit    Liability    by    Arbitrary    Agreement    as   to 

Value: 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  While  a 
common  carrier  may  charge  a  rate  for  transporting  of  freight, 
to  be  determined  according  to  the  value  of  the  article  shipped, 
the  carrier  cannot,  by  an  arbitrary  agreement  as  to  the  value 
of  the  article,  limit  its  liability  for  Its  loss  or  damage  through 
the  fault  of  the  carrier. — Bailey  vs.  American  Ry.  Express  Co. 
108  S.  E.  Rept.,  p.  303. 

Where  the  agent  of  the  shipper,  when  delivering  to  the  car- 
rier for  transportation  an  article  of  freight,  states  to  the  agent 
of  the  carrier  that  he  dies  not  know  the  value  of  the  contents 
of  the  shipment,  but  at  the  suggestion  of  the  agent  of  the  carrier 
receiving  the  shipment  the  value  is  arbitrarily  fixed  at  a  sum 
far  below  the  true  value  of  the  shipment,  and  a  rate  Is  made  on 
the  basis  of  such  fixed  value,  such  an  arrangement  cannot  as 
a  matter  of  law  be  held  to  be  a  bona  fide  effort  between  the  car- 
rier and  shipper  to  fix  the  value  of  the  article  for  the  purpose 
of  determining  the  rate. — Ibid. 

In  a  suit  by  the  shipper  against  the  carrier  to  recover  for 
the  loss  of  the  shipment  at  its  true  value,  which,  as  appears 
from  the  evidence,  amounted  to  several  hundred  dollars,  it  was 
error  to  hold  that  the  plaintiff  could  not  recover  a  sum  in  ex- 
cess of  ?50,  the  amount  agreed  upon,  and  the  direction  of  a  ver- 
dict for  the  plaintiff,  upon  motion  of  the  defendant,  for  the  sum 
of  $50,  was  error. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 
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Verbal   Agreement  for  a  Charter   Binding,  Though    Intended  to 

Be   Reduced  to  Writing: 

(District  Court,  D.,  Maryland.)  In  the  absence  of  statutory 
provisions  to  the  contrary,  parties  may  become  bound  by  a 
verbal  agreement,  though  both  intend  that  it  shall  be  reduced 
to  writing  and  signed. — American  Hawaiian  S.  S.  Co.  vs.  Will- 
fuehr  et  al.,  274  Fed.  Rept.,  p.  214. 

Where  a  verbal  agreement  for  a  charter  provided  that  the 
charterer  should  pay  over  a  certified  check  when  the  formal 
charter  party  was  signed,  it  cannot  relieve  itself  from  the  obli- 
gation of  the  contract  by  refusing  to  do  so. — Ibid. 

An   informal   charter  made  orally  is  a  maritime  contract, 
over   which   a   court   of   admiralty   has  jurisdiction. — Ibid. 
Charterer   Held    Entitled   to   Off-Hire   Under   Breakdown   Clause, 

Though  Not  Then  Using  Vessel: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  Under  a  charter 
party  requiring  the  owner  to  keep  the  vessel  "in  a  thoroughly 
efficient  state  in  hull,  machinery  and  equipment  for  and  during 
the  service,"  and  providing  that,  in  the  event  of  loss  of  time 
from  breakdown  or  "any  other  cause  preventing  the  full  work- 
ing of  the  vessel,  after  entering  on  the  charter  and  while  lying 
in  port  awaiting  cargo,  was  injured  in  collision,  which  rendered 
her  unseaworthy  as  to  one  hold  for  loading  or  carrying  cargo, 
and  she  was  taken  by  the  owner  and  repaired,  the  charterer 
held  entitled  to  off-hire  until  the  repairs  were  completed,  though 
he  continued  to  keep  her  waiting  for  cargo  for  a  considerable 
time  thereafter. — The  Yaye  Maru.  The  War  Lark.  Suna  vs. 
Strick  Line,  274  Fed.  Rept.,  p.  195. 


SUITS  AGAINST  R.  R.  A.  FOR  I.  C.  C. 
AWARDS 

The   Traffic   World   Washington  Bureau 

A  novel  proposition,  that  the  United  States  court  of  claims, 
under  section  145  of  the  judicial  code,  has  jurisdiction  of  suite 
against  the  Railroad  Administration  for  tne  recovery  awarded 
by  the  Commission  as  reparation  on  account  of  unreasonable 
rates,  has  been  argued  in  that  court  by  Karl  Knox  Gartner,  the 
man  who  made  the  assertion,  and  John  F.  Flnerty,  for  the  Rail- 
road Administration.  T.he  discussion  took  place  on  the  govern- 
ment's demurrer.  The  suit  was  begun  In  behalf  of  World  Pub- 
lishing Company,  Democrat  Printing  Company  and  Tulsa  Paper 
Company  vs.  United  States,  defendant. 
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Gartner  contended  in  behalf  of  his  clients  that  the  claims 
for  reparation  were  claims  founded  upon  contracts  (bills  of  lad- 
ing) between  the  Uniteu  States,  as  common  carrier,  and  the  Okla- 
homa publishers  and  the  company  that  supplies  them  with  paper. 
The  contract,  he  said,  specified  a  particular  rate  of  freight  at 
which  the  United  States  was  to  perform  the  transportation  cov- 
ered by  it.  The  suostantive  law  on  the  subject,  section  10  of 
the  federal  control  act,  Gartner  said,  required,  however,  that 
the  rate  specified  should  be  reasonable.  The  law,  he  said,  also 
provided  a  routine  for  ascertaining  a  reasonable  rate,  namely, 
through  proceedings  before  the  Commission,  and  the  reforma- 
tion of  the  contract  in  accordance  with  its  findings.  Following 
the  routine  prescribed,  Gartner  contended,  the  Commission  found 
the  rates  and  the  amounts  due  the  publishing  companies. 

The  government,  through  Mr.  Finerty,  Robert  H.  Lovett,  as- 
sistant attorney-general,  J.  Robert  Anderson  and  Perry  Howard, 
special  assistants  to  the  attorney  general,  contended  that  the 
award  of  the  Commission  was  illegal  and  that  the  court  of  claims 
was  without  jurisdiction  because  the  transportation  law  says 
that  "actions  at  law  or  suits  in  equity  may  be  brought  by  and 
against  such  carriers  and  judgments  rendered  as  now  provided 
by  law."  It  contended  that  the  intent  of  the  law  was  that,  as 
to  litigation,  no  change  should  take  place  by  reason  of  the  taking 
of  the  railroads  by  the  government.  It  contended  that  the  award 
was  illegal  because,  while  in  theory  based  on  a  finding  of  un- 
reasonableness, it  was  in  fact  based  upon  a  finding  of  unjust 
discrimination,  under  which  no  damage  bad  been  shown  as  re- 
quired by  the  rule  laid  down  in  Pennsylvania  Railroad  vs.  In- 
ternational Coal  Company,  230  U.  S.  184. 

The  Commission,  as  a  matter  of  fact,  held  the  rates  to  be 
"relatively"  unreasonable  in  its  report,  Gartner  said.  In  its  order 
of  reparation  it  left  off  the  adverb  and  ordered  the  payment  of 
money  on  account  of  unreasonable  rates.  Gartner  told  the  court 
that  there  are  only  two  ways  to  test  the  reasonableness  of  a  rate. 
One  is  to  show  the  cost  of  performing  the  service.  That  the 
Railroad  Administration  did  not  undertake  to  do.  The  other  way 
is  to  compare  the  rates  under  attack  with  rates  charged  for 
similar  transportation  to  other  points  under  substantially  similar 
conditions.  He  said  the  complainants  did  not  allege  a  violation 
of  section  2  of  the  interstate  commerce  law  and  there  is  nothing 
in  the  federal  control  law  about  unjust  discrimination. 

"These  claims  are  not  based  upon  the  transportation  act 
in  any  way  whatever,"  said  Gartner.  He  said  the  jurisdiction  of 
the  court  of  claims  was  based  upon  any  or  all  of  four  grounds, 
namely: 

1.  That  they  are  founded  upon  certain  contracts   (bills  of 
lading)  between  the  claimants  and  the  United  States  operating 
the  railroads.     In  support  of  the  first  ground,  Gartner  pointed 
out  that  section  145  of  the  judicial  code  gives  the  court  a  juris- 
diction over  claims  against  the  United  States  such  as  the  "party 
would  be  entitled  to  redress  against  the  United  States  either  in 
a  court  of  law,  equity  or  admiralty,  if  the  United  States  were 
suable."     That  a  suit  in  equity  would  lie  to  reform  a  contract 
is  so  fundamental  that  the  citation  of  authorities  was  unnneces- 
sary,  he  said.     The  basis  of  such  reformation  was  laid  by  the 
finding  of  the  Commission  in  accordance  with  the  routine  pre- 
scribed by  the  law. 

2.  That  the  court  has  jurisdiction  to  enforce   implied  as 
well  as  expressed  contracts,  against  the  United  States.     Under 
the  common  law  a  carrier  could  be  sued  for  the  recovery  of  un- 
reasonable  freight   charges,   the   action   being   in   assumpsit    of 
money  had  and  received  for  which  no  consideration  had  been 
furnished  by  the  defendant.     The  government  received  money 
for  the  transportation  for  which  it  gave  no  consideration,  namely 
the  sum  the  rates  to  Tulsa  exceeded  those  to  Joplin,  Mo. 

3.  On  the  ground  that  section  10  of  the  control  act  said 
the  rates  to  be  specified  in  the  contract  must  be  just  and  reason- 
able. 

4.  On  the  further  ground  that  the  award  of  the  Interstate 
Commerce  Commission,  in  fact,  is  a  "regulation  of  an  executive 
department"  because  the  Commission  is  not  a  court,  nor  a  legis- 
lature and  therefore  it  must,  for  such  purposes,  be  an  executive 
department  and  its  findings  must  be  a  regulation. 

It  was  not  denied  that  the  plaintiff  publishers  might  have 
gone  into  a  district  court.  With  regard  to  that  part  of  the  law 
which  made  the  government  suable  in  the  ordinary  courts,  Gart- 
ner said  that  that  was  put  in  to  enable  suits  sounding  in  tort 
to  be  brought.  If  it  had  not  been  put  in  there  could  have  been 
no  suits  for  the  recovery  of  damages  for  personal  injuries,  such 
as  were  maintained  against  the  Railroad  Administration  through- 
out the  period  of  federal  control,  there  being  only  one  limitation 
upon  suits  of  that  kind.  It  was  that  they  must  be  brought  in  the 
district  in  which  the  injury  was  suffered  or  in  the  district  in 
which  the  plaintiff  lived  at  the  time  of  the  injury. 

ASKS  ARGUMENT  IN  N.  D.  CASE 

Karl  Knox  Gartner,  special  counsel  for  the  state  of  North 
Dakota  in  the  case  in  -which  the  state  brought  an  original  cause 
of  action  in  the  United  States  Supreme  Court  attacking  the 
order  of  the  Commission  in  the  North 'Dakota  intrastate  rate 
case,  has  filed  a  motion  asking  for  oral  argument  before  lue 
ftmrt  nn  the  question  of  -whether  the  court  has  jurisdiction 


over  the  complaint.  The  issue  as  to  jurisdiction  was  raised  as 
the  result  of  the  railroads  filing  a  motion  asking  for  dismissal 
of  the  suit,  contending  that  the  court  is  without  jurisdiction  to 
entertain  the  original  bill  filed  by  North  Dakota. 


ARGUMENT  IN   NEW  YORK  CASE 

The  Traffic   World   Washington.  Bureau 

Argument  was  begun  before  the  United  States  Supreme  Court 
in  the  New  York  intrastate  rate  case  October  19  and  concluded 
the  following  day.  The  case,  which  involves  intrastate  passenger 
fares,  the  Pullman  surcharge,  and  rates  on  milk  and  cream, 
grew  out  of  an  attack  made  by  the  state  of  New  York  on  the 
order  of  the  Interstate  Commerce  Commission  in  the  New  York 
case. 

Edward  G.  Griffin,  assistant  attorney-general  of  New  York, 
declared  that  the  decision  of  the  Commission  that  the  lower  in- 
trastate rates  were  discriminatory  against  interstate  commerce 
was  "capricious  and  arbitrary," .  because  there  was  no  evidence 
before  the  Commission  on  which  the  decision  could  be  based. 

During  the  argument,  which  was  a  review  of  the  arguments 
which  were  made  in  the  Wisconsin  intrastate  rate  case  and  of 
the  arguments  made  before  the  Commission  in  the  intrastate 
rates  cases  decided  by  it,  the  question  arose  whether  the  record 
in  the  New  York  case  was  complete  without  the  record  in  Ex 
Parte  74,  as  it  had  been  claimed  by  the  railroads  that  the  record 
in  Ex  Parte  74  had  been  introduced  in  the  proceedings  before 
the  Commission,  Mr.  Griffin  said  the  record  in  Ex  Parte  74  had 
been  introduced  at  the  last  moment  and  did  not  relate  to  the 
issues  in  the  proceedings  in  the  New  York  case,  and  therefore 
had  not  been  injected  into  the  record. 

John  E.  Barton,  general  solicitor  for  the  state  commissions, 
obtained  permission  to  make  a  brief  statement  to  the  effect  that 
the  record  in  Ex  Parte  74  had  been  introduced  in  every  one  of 
the  intrastate  rate  cases  before  the  Commission  but  that  the 
Supreme  Court  should  not  place  on  the  states  the  burden  of 
having  the  voluminous  record  in  Ex  Parte  74  printed  and  made 
a  part  of  the  New  York  case  before  the  court.  He  contended  Ex 
Parte  74  was  purely  a  "revenue  case"  and  that  there  was  no 
evidence  in  tue  case  as  to  discrimination  as  between  interstate 
and  intrastate  rates.  He  said  it  would  cost  approximately  $20,- 
000  to  have  the  record  in  Ex  Parte  74  printed  and  made  a  part 
of  the  record.  He  challenged  counsel  for  the  carriers  to  allege 
that  there  was  any  part  of  Ex  Parte  74  that  related  to  the  issues 
in  the  New  York  case.  No  ruling  was  made  as  to  the  issue 
raised. 

Walter  C.  Noyes,  speaking  for  the  carriers,  said  that  the 
order  of  the  Commission  directing  the  carriers  to  advance  the 
intrastate  rates  in  New  York  could  be  sustained  either  under 
the  transportation  act  or  under  the  act  to  regulate  commerce 
as  it  stood  before  the  transportation  act  was  passed. 

Chief  Counsel  Farrell,  for  the  Commission,  took  exception 
to  Mr.  Griffin's  remark  that  the  order  of  the  Commission  was 
"capricious."  He  said  the  Commission  had  considered  the  record 
in  Ex  Parte  74  in  reaching  a  decision  in  the  New  York  case 
and  that  its  action  was  fully  warranted  by  the  evidence  in 
the  case. 


MEMPHIS  SOUTHWESTERN  CASE 

The  Traffic  World   Washington  Bureau 

Arguments  on  the  commodity  section  of  the  Memphis  South- 
western case  were  begun  October  13.  The  peculiar  humps  in 
rates  produced  by  the  efforts  of  the  railroad  to  comply  with  the 
outlines  made  by  the  Commission  in  disposing  of  the  case  were 
examined  and  criticized.  As  attorney  for  the  railroads,  C.  D. 
Drayton  went  into  a  detailed  and  painstaking  explanation  of 
every  situation.  T.  K.  Riddick  attacked  the  proposed  disposi- 
tion, claiming  that  commodity  rates  should  he  made  percentages 
of  the  class  rates.  He  admitted  that  there  were  exceptions  to 
that  suggestion,  but  contended  that  there  should  be  more  re- 
gard for  relationship  between  the  class  and  commodity  rates 
than  had  been  shown  by  the  railroads  in  framing  the  tariff 
proposals  under  discussion.  Edgar  Moulton,  in  behalf  of  New 
Orleans  interests,  criticized  the  proposed  adjustment  as  limiting 
the  area  in  which  New  Orleans  might  trade. 

E.  A.  Haid.  commerce  counsel  for  Arkansas,  pointed  out  in- 
numerable discriminations  which  he  said  would  fall  on  Arkan- 
sas manufacturers  and  jobbers  because  the  rates  from  Oklahoma 
and  other  states  from  which  Arkansas  encounters  competition 
have  not  been  increased  nor  is  there  any  proposal,  in  the  imme- 
diate future,  to  maintain  the  relationship  on  which  the  Arkansas 
people  have  built  up  business.  J.  M.  Hill,  formerly  chief  justice 
of  the  state,  estimated  that  on  fifteen  of  thirty  commodities  in- 
volved, the  new  rates  would  impose  an  added  burden  of  $600,000 
on  Arkansas  people. 

P.  W.  Ledwith,  for  Lincoln,  Neb.,  contended  that  that  city 
was  entitled  to  the  same  inbound  rates  as  Omaha. 


Our  Washington  Office  is  your  Washington  office 
if  you  are  a  subscriber  to  THE  DAILY  TRAFFIC 
WORLD. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


DELAY  BY  RAILROAD  ADMINISTRATION 

Editor  The   Traffic   World: 

As  bearing  upon  the  policy  of  the  Railroad  Administration 
in  the  matter  of  settling  claims  of  shippers  arising  out  of 
federal  control,  I  assume  you  have  been  adivesd  heretofore  that 
the  Administration's  policy  of  procrastination,  delay,  and 
hindrance  toward  shippers  extends  to  loss  and  damage  suits  as 
well  as  reparation  cases  before  the  Commission. 

So  serious  has  the  situation  become  with  respect  to  loss  and 
damage  claims  in  this  territory,  at  least,  that  the  Court  of 
Appeals  of  Georgia  very  recently  imposed  a  10  per  cent  penalty 
upon  the  federal  agent  for  having  taken  an  appeal  to  that  court 
so  clearly  for  the  purpose  of  delay.  I  quote  the  text  of  the  de- 
cision on  that  point: 

It  being  clearly  apparent  that  the  bill  of  exceptions  was 
prosecuted  in  this  court  for  delay  only,  the  statutory  damages  of 
10  per  cent  are  awarded  to  the  defendant  in  error. 

Appellate  courts  are  exceedingly  reluctant  to  impose  such 
penalties  where  there  is  any  conceivable  foundation  for  the  tak- 
ing of  appeals  to  such  appellate  courts.  Is  it  not  a  matter  for 
serious  reflection  when  we  find  that,  in  a  little  loss  and  damage 
case  against  the  federal  agent,  the  Court  of  Appeals  of  Georgia 
should  find  that  the  appeal  to  it  from  an  adverse  judgment  was 
so  plainly  for  the  purpose  of  delay  as  to  justify  the  imposition 
of  a  10  per  cent  penalty  against  the  United  States  government? 
I  suppose  now  the  attorneys  for  the  federal  agent  will  resist  pay- 
ment of  the  entire  judgment  for  two  or  three  years,  litigating 
the  question  whether  the  federal  agent  can  be  assessed  a  penalty 
for  taking  frivolous  appeals  in  loss  and  damage  cases. 

For  convenience  of  reference  the  case  above  referred  to  is 
Director-General  of  Railroads  vs.  Beard,  108  S.  E.  Rep.  311.  It 
would  seem  to  me  that  this  matter  might  well  be  referred  to 
at  least  in  your  "Open  Forum"  section. 

Atlanta,  Ga.,  October  18,  1921.  Chas.  E.  Cotterill. 

A  DEFENSE  OF  LABOR 

Editor  The  Traffic  World: 

I  have  read  many  arguments  of  late  in  your  valuable  maga- 
zine relative  to  the  conditions  of  the  railroads.  Some  of  them 
have  been  very  good;  however,  I  firmly  believe  you  get  off  color 
at  times,  especially  as  regards  the  Labor  Board.  To  the  back- 
bone of  the  American  railway  systems  (I  refer  to  the  employes) 
the  Labor  Board  has  been  a  life  saver.  The  people  who  so 
anxiously  waited  for  the  results  that  never  took  place,  are  now 
crying  to  the  house-tops  to  "abolish  the  Labor  Board."  I  ask 
why  this  cry  now?  The  cry  was  not  there  when  the  board 
was  organized.  The  truth  is,  the  board  has  acted  at  least  fair 
with  the  laboring  classes. 

Labor  is  said  to  be  a  commodity.  By  some  it  is  the  belief 
that  the  working  classes  should  never  get  anything  more  than 
a  starvation  wage.  I  ask  what  incentive  is  there  for  a  man  to 
work  year  in  and  year  out,  if  he  can  show  nothing  for  his  labor 
and  promptness  to  his  work?  I  will  say  here,  that  there  is  no 
more  inefficiency  among  railway  employes  today  than  there  was 
thirty  years  ago,  or  even  ten  years  ago.  If  you  want  an  honest, 
faithful  employe,  one  who  is  on  the  job,  you  must  pay  him 
better  than  mere  living  wages.  The  future  of  this  nation  de- 
pends, not  on  the  white-collar  class  of  workers,  but  those  who 
toil  from  early  morn  to  late  at  night  with  the  faithfulness  of 
an  old  slave.  'l  can  say  here,  without  fear  of  contradiction,  that 
the  railroads  of  this  nation  have  in  their  employes  today  men 
who  are  ever  on  the  job.  They  make  mistakes;  everybody 
does;  a  man  who  is  perfect  is  not  worth  having.  The  trouble 
today  is  not  high  wages;  it  is  one  of  greed  among  some  of  our 
high  officials.  The  railways,  or,  as  a  matter  of  fact,  no  other 
business,  can  run  without  the  laboring  class.  The  public  is  too 
quick  in  forming  an  opinion  about  some  matters,  and  the  labor 
question  is  one. 

I  believe  most  of  the  railway  officials  are  fairly  decent 
fellows;  they  want  to  meet  the  situation  half  way;  but  there 
are  too  many  insignificant  minor  officials,  who  remind  the  writer 
of  an  army  sergeant;  they  always  believe  they  have  a  great 
deal  of  'responsibility,  in  their  own  estimation,  always  doing 
small,  underhand  tricks.  The  railways  can  continue  to  pay 
the  present  wage,  and  they  can  reduce  the  rates  to  a  reasonable 
figure  without  going  broke. 

I  also  note  in  your  issue  of  October  8.  the  statement  of 
Senator  Nelson  of  Minnesota,  who  says:  "Let  'EM  strike"; 


that  the  laboring  classes  are  insisting  on  war-time  wages.  I 
can  state  for  the  benefit  of  Senator  Nelson  that  retailers  and 
wholesalers  are  still  insisting  on  war-time  prices.  Also,  Senator 
Nelson  might  find  It  more  profitable  to  stay  on  the  job  In  Wash- 
ington and  gather  up  enough  courage  to  pass  straight  immigra- 
tion laws.  Let  this  senator,  with  some  more  who  do  a  lot  of 
shouting,  but  back  up  nothing  with  real  action,  get  down  to 
business  in  the  national  capital  and  carry  out  the  work  assigned 
to  them.  Mr.  McAdoo  is  not  the  joke  some  people  would  like 
to  have  us  believe,  so  Senator  Nelson  Is  only  wasting  good 
steam  in  shouting  about  overpaid  labor.  It  might  be  well  for 
us  to  pass  an  amendment  to  the  Constitution  cutting  the  salaries 
of  the  United  States  senators  to  about  $4,000  a  year. 

Last,  but  not  least,  let's  forget  petty  selfishness  and  get 
down  to  brass  tacks.  If  we  will  give  the  laboring  classes  their 
deserved  wage  and  then  carry  one  the  work  of  acting  fair  and 
just  with  ourselves  as  well  as  those  who  employ,  and  the  public 
also,  I  believe  we  will  have  little  to  worry  about. 

Suison,  Calif.,  Oct.  12,  1921. 

John  J.  McCarron. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

The  writer  has  always  been  much  interested  in  your  Ques- 
tions and  Answers  department  and  has  noticed  frequent  cases 
coming  under  the  above  subject.  Petitions  of  various  kinds 
have  been  submitted  from  time  to  time  requesting  amendments 
to  various  sections  of  the  transportation  act,  and,  while  some 
may  have  been  submitted  in  connection  with  that  portion  of 
section  6  covering  requests  for  rates,  I  have  not  yet  noticed  any 
action  taken  in  this  direction. 

This  portion  of  the  act  may,  to  a  certain  extent,  protect 
shippers  against  misquotation  of  rates,  yet  in  the  event  of  any 
error  being  made  by  the  carriers,  and  the  shippers  suffer  dam- 
ages therefrom,  they  are  the  ultimate  losers,  financially,  irre- 
spective of  what  action  is  taken.  The  fact  that  the  carrier  is 
subject  to  a  penalty  of  ?250,  recoverable  by  civil  action,  is 
small  consolation  to  the  shipper,  since  this  amount  accrues  to 
the  United  States,  so  that  it  leaves  any  unfortunate  shipper 
who  suffers  in  consequence  of  misquotation,  no  other  alternative 
but  to  charge  the  amount  to  profit  and  loss.  It  is  very  true 
that  shippers  should  first  satisfy  themselves  that  rates  are 
legal  before  making  quotations,  and  the  only  safe  method  is  to 
obtain  a  copy  of  any  particular  tariff  needed,  but  when,  as  some- 
times happens,  in  applying  for  tariffs,  the  answer  is,  "stock 
exhausted,"  the  only  way  left  to  obtain  a  rate  is  through  the 
medium  of  a  written  quotation  from  the  carrier. 

I  think  it  is  safe  to  say  that  in  nine  cases  out  of  ten,  ship- 
pers—at least,  those  familiar  with  the  provision  of  section  6 — 
do  not  go  to  the  expense  of  civil  action,  with  the  result  there 
are  very  few  cases  of  this  kind  which  get  beyond  a  probable 
wrangle  with  the  carrier;  in  other  words,  from  the  fact  that  the 
shipper  has  no  chance  to  recover  the  loss  he  has  sustained  due 
to  carrier's  error,  the  government  is  not  materially  benefited 
by  the  imposition  of  penalties  from  this  source. 

While  the  object  of  the  provision  of  section  6  is  to  prevent 
the  evil  of  rebaling,  it  appears  to  me  that,  in  its  present  form, 
this  portion  of  the  act  operates  as  a  disadvantage  rather  than 
as  a  benefit  to  the  shipper,  seeing  that  his  interests  are  abso- 
lutely at  the  mercy  of  the  carrier,  when,  owing  to  not  having 
the  required  tariff  in  his  files,  he  is  compelled  to  obtain  a  rate 
quotation  in  letter  form  to  do  business. 

I  would  like  to  see  the  views  of  other  readers  on  this  subject. 

Niagara  Falls,  N.  Y.,  Oct.  13,  1921.  B.  Scrivener. 


AN  IDEA  FOR  LABOR  ORGANIZATIONS 

Editor  The  Traffic  World: 

LOSS  is  the  nightmare  of  things  that  might  have  been — the  dark 
alley  of  Ignorance — the  gamble  and  the  Guess. 

PROFIT  Is  the  golden  apple  of  nil  commercial  effort — the  bright 
way  of  knowledge,  system  and  method. 

LOSS    Is    retrogression. 

PROFIT  Is  progress  and  suecesa. 

Rf-al  Profit   begins  where  Loss  ceases. 

The  el'mlnation  of  loss  to  the  minimum  la  as  nereaaary  t»  au«- 
aeasful  business  as  profit  Itself:  for  the  saving  made  through  the 
prevention  of  mistakes,  inefficiency  and  waste,  la  profit — Just  as  th« 
difference  between  cost  and  selling  price  la  profit. 

The  preceding  paragraphs  are  quoted  from  an  advertisement. 
They  serve  here  as  an  opening  wedge  to  a  subject  of  vital  im- 
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portance  to  some  one  hundred  and  five  millions  of  people,  and 
that  subject  is  our  American  railroads.  Without  the  railroads, 
America,  for  the  most  part,  would  be  in  a  wilderness;  as  a  mat- 
ter of  fact,  we  all  have  become  so  dependent  on  railroads  that 
if  they  were  suddenly  to  stop  operation,  famine  and  panic  would 
soon  spread  over  the  land;  the  mills  would  close,  labor  would 
decay  and  capital  would  be  crushed.  Railways  are  a  necessity 
to  the  life  of  the  nation. 

Think  of  the  damage  caused  by  the  Chicago  yardmen's 
strike,  the  shutting  down  on  industries,  inconvenience  to  trav- 
elers, the  stagnation  of  perishable  freight  that  becomes  value- 
less, the  disturbances  of  business,  the  suffering  and  privation 
to  great  communities  for  which  there  is  no  remedy  whatever. 
The  loss  is  irreparable,  because  no  legal  responsibility  rests 
upon  any  man  or  organization.  We  could  once  truly  boast  that 
for  every  wrong  the  law  afforded  a  remedy.  Such  is  not  the 
case  today.  If  the  wrong  be  inflicted  by  organization  of  men, 
the  damage  is  final;  the  wrong  must  forever  remain  unredressed. 

Suppose  the  Pennsylvania  Company  should  conclude  (and  it 
has  the  same  right  to  do  so  that  the  men  working  for  it  have) 
to  suspend  the  operation  of  that  great  system,  until  the  Com- 
mission acceded  to  its  demand  for  increased  freight  and  pas- 
senger rates.  Of  course,  the  conditions  would  be  magnified; 
nobody  would  denounce  it  more  loudly  than  the  men  now  en- 
gaged in  striking.  Conditions  would  be  terrible,  but  those  in- 
jured would  at  least  have  their  right  to  redress  against  that 
concern  by  summoning  it  into  courts,  by  attaching  its  property, 
by  garnisheeing  its  income,  and  by  resorting  to  all  of  the  legal 
processes  which  are  utilized  for  the  settlement  of  private  con- 
troversies with  the  common  carrier. 

Senator  Thomas  holds  we  should  require  these  labor  organ- 
izations to  incorporate,  so  that  they  may  bear  the  responsi- 
bilities and  therefore  the  consequences  of  their  actions.  The 
corporations,  as  bad  as  they  are,  infamous  as  many  of  their 
demands  upon  Congress  for  legislation  have  been,  are  yet  organ- 
ized entities,  subject  to  the  jurisdiction  of  the  courts  and  against 
which  the  processes  of  justice  may  be  involved.  It  is  not  so 
with  these  organizations. 

The  relation  of  wages  to  production  is  clearly  stated  by 
Judge  Wilfred  Bolster  of  the  Supreme  Court  of  Massachusetts. 
He  was  chosen  to  arbitrate  between  Boston  Typographical  Union 
No.  13  and  newspaper  publishers  of  that  city  what  should  be 
established  as  a  minimum  wage.  His  condition  to  acceptance 
of  that  task  was  that  the  demand  for  a  minimum  wage  be  sup- 
plemented with  an  agreement  as  to  minimum  production.  An- 
nouncing this  decision  to  the  union,  he  says: 

I  deny  your  right  as  against  the  public  to  set  up  half  an  issue 
for  settlement.  I  deny  the  right  of  the  publishers  to  join  issue  with 
you  on  your  one-sided  demand  as  you  have  formulated  it.  I  will  not 
stultify  myself  by  saying  what  is  a  fair  share  for  you  to  take  out 
of  the  community  wealth  as  wages  when  there  is  no  stipulation  as 
to  what  you  will  put  back  by  your  labor. 

The  Common  Brick  Manufacturers'  Association  of  America 
and  various  bricklayers'  unions  representing  labor  In  the  in- 
dustry, are  now  co-operating  for  a  paid  advertising  campaign. 
This  advertising  will  be  prepared  by  the  manufacturers'  asso- 
ciations, but  run  by  the  unions,  and  will  call  attention  to  the 
economy,  comfort  and  enjoyment  of  the  masonry  built  home. 

Ralph  Stoddard,  secretary  of  the  association,  says: 

We  proposed  to  various  local  bricklayers'  unions  that  they  adver- 
tise the  idea  of  the  lower  cost  due  to  the  lower  prices  in  brick  and 
the  new  principle  of  bricklaying — the  hollow  wall  idea — over  the 
union's  name,  thus  giving  it  their  Indorsement  and  lining  themselves 
up  in  a  constructive  way  with  a  building  principle  that  was  bound 
to  work  out  in  the  long  run  to  their  best  interests.  We  offered  to 
prepare  the  advertising  and  supply  the  necessary  mats  or  electros. 
Then  the  unions  were  to  pay  for  the  newspaper  space  used.  The 
offer  was  accepted  eagerly. 

i 

This  offer  and  its  acceptance  is  a  most  significant  move. 
It  is  the  next  step  ahead  in  a  big  idea.  The  stage  was  all  set 
for  a  fight.  There  was  a  fight  tradition  on  both  sides  in  the 
situation.  Here  was  a  new  method  of  bricklaying  which  re- 
quired fewer  bricks— a  third  less  labor.  The  introduction  of 
improved  methods  and  machinery  during  the  long  history  of 
labor  disputes  has  almost  always  meant  a  fight. 

Why  not  pattern  after  our  friends,  the  bricklayers,  In  their 
constructive  campaign?  Here  we  have  a  capital  idea  for  some 
missionary  work  to  be  worked  out  by  our  railway  employes. 
Here  we  have  the  groundwork  and  reason  for  a  labor  organiza- 
tion. Here  we  have  a  sound  economic  reason  for  organizing 
labor.  Here  we  have  a  cause  for  closing  the  door  on  the  agi- 
tators and  open  the  door  to  the  majority  of  railroad  employes. 

Furthermore,  obeying  the  doctrine  laid  down  by  Judge  Wil- 
fred Bolster,  who  said: 

As  a  friend  of  labor  I  can  offer  it  no  more  sincere  advice  than 
that  It  make  its  bargains  mutual  by  setting  against  a  stipulated 
wage  a  stipulated  production.  If  to  do  so  is  against  the  tenets  of 
trade  unions,  so  much  the  worse  for  the  trade  unions.  The  pxibllc 
It  B£*  yet  readv  to  surrender  the  principle  that  has  held  good  since 
the  human  race  began  to  barter — value  for  value,  compact  for  com- 
pact. 

The   folly  of  the  course  now   followed   by  the  railway  em- 


ployes is  obvious.    Co-operate  and  advertise  the  fact.    Profit  is 
progress  and  success.     Real  profit  begins  where  loss  ceases 
Cincinnati,  O.,  Oct.  13,  1921.  T.  J.  McLaughlin. 

RETURN  TO  NORMAL  CONDITIONS 

Editor  The  Traffic  World: 

Much  has  been  written  and  spoken  concerning  the  indus- 
trial and  commercial  conditions  under  which  we  have  been 
laboring  (or  loafing)  for  so  many  months,  but  as  yet  we  have 
not  read  or  heard  an  expression  of  our  view;  so,  with  the 
permission  of  the  editor,  we  shall  attempt  to  give  an  opinion 
somewhat  different  from  what  seems  to  be  the  common  trend. 

We  may  be  mistaken  in  our  understanding,  but  it  seems 
that  all  remedial  effort  is  directed  toward  conditions  as  they 
exist  rather  than  to  see  existing  conditions  as  an  effect,  our 
proper .  course  being  to  determine  the  cause  and  directing  the 
effort  toward  the  removal  of  it.  Another  very  important  fact 
seems  to  be  overlooked— the  question  must  be  settled  for  the 
future  rather  than  the  present,  and  not  left  in  position  to  bob 
up  again  in  a  few  months. 

The  whole  situation  is  the  result  of  the  working  of  eco- 
nomic law,  and  any  adjustment  must  be  such  as  will  permit 
economic  law  to  operate  in  harmony  with  other  influences. 
The  economic  laws  cannot  be  changed,  so  other  things  must 
be.  Complete  deflation  has  not  been  fully  accepted  by  all  con- 
trolling factors.  Some  factors  have  taken  a  greater  deflation 
than  others,  which  has  thrown  commercial  and  industrial  inter- 
relations completely  out  of  balance.  Therein  is  the  cause.  How 
may  it  be  removed? 

Strikes,  receiverships  or  government  control  of  either  rail- 
roads or  industries  will  not,  cannot,  be  the  proper  remedy; 
for  they  cannot,  by  rule  or  legislation,  change  the  economic 
law,  and  in  the  event  of  any  of  them  the  same  conditions  and 
questions  will  exist  and  be  unanswered.  Nothing  will  have 
been  gained,  but  much  lost  in  other  directions. 

The  carriers  say  they  cannot  lower  freight  rates  without 
further  wage  cuts;  the  unions  say  they  cannot  accept  any  fur- 
ther wage  reductions  without  cost  of  living  being  lowered; 
retailers,  wholesalers,  jobbers  and  producers  say  they  cannot 
lower  the  prices  to  the  consumer  without  lower  freight  rates — 
a  vicious  triangle  well  illustrated  by  the  dog  chasing  his  tail. 

It  would  certainly  be  expedient  and  logical  for  all  to  put 
a  pre-war  price  tag  on  what  they  have  to  sell,  be  it  time  and 
ability  or  goods,  and  fix  the  earliest  date  possible  for  such 
prices  to  become  effective.  Let  this  time  be  mutually  arranged 
and  agreed  to  by  all  concerned.  Loss  to  some  will  result,  but 
it  will  have  to  be  taken  for  the  sake  of  future  prosperity,  which 
would  be  sure  to  manifest  itself  immediately.  World-wide  ad- 
justment would  be  greatly  influenced,  if  not  completely  ac- 
complished. Then  we  could  go  into  foreign  markets,  for  ex- 
change would  become  more  nearly  normal  and  those  markets 
be  stabilized. 

The  carriers  are,  by  circulating  much  literature  and  pro- 
claiming from  the  platform,  announcing  that  they  are  not  pros- 
perous— are  not  paying  dividends — all  of  which  amounts  to  the 
mere  assertion  that  they  are  no  exception  to  prevailing  condi- 
tions, for  can  any  business  be  cited  that  is  prosperous  or  pay- 
ing dividends?  If  no  other  business  is  paying,  is  there  anything 
unfair  in  the  fact  that  the  carriers  are  affected  the  same  as  all 
other  interests?  They  say  their  sinking  funds  are  not  being 
protected.  Can  a  sinking  fund  be  found  that  is  being  pro- 
tected? These  funds  will  just  have  to  sink  until  other  things 
are  equalized  and  we  get  to  going  again,  then  all  dividend  and 
sinking  fund  payments  may  be  resumed — not  before.  It  is 
cited  that  the  transportation  act  requires  that  the  carriers 
earn  5%  per  cent — for  certain  purposes  6  per  cent.  Now,  every- 
body knows  that  paragraph  3  of  Section  15a  is  not  being  volun- 
tarily violated,  so  no  prosecutions  will  follow.  Another  assur- 
ance is  in  the  fact  that  where  economic  law  and  statutory  law 
conflict,  the  economic  law  supersedes. 

If  retail  prices  are  cut,  all  will  realize  a  reduction  in  the 
cost  of  living,  and  other  branches  of  labor  can,  and  gladly  will, 
accept  a  lower  wage,  thus  reducing  production  costs  of  all  com- 
modities; then  they  will  begin  to  move  under  the  lowered 
freight  rates.  Thus  will  railroad  gross  earnings  begin  to  in- 
crease, enabling  the  carriers  to  begin  buying  material  and  sup- 
plies for  repairs  and  maintenance  and  employ  additional  help 
to  do  the  work. 

Some  time  ago  there  was  a  lot  of  effort  to  get  the  individ- 
ual to  buy  those  things  for  which  he  had  immediate  need.  The 
plan  didn't  get  the  results  expected.  It  was  another  experi- 
ment that  did  not  work.  Anything  attempted  along  this  line 
is,  to  a  certain  extent,  experimental  for  the  reason  that  present 
conditions  have  no  precedent  in  history  and  we  have  no  cri- 
terion. Now,  let's  reverse  the  original  plan  and  sugg'gest  to 
those  who  have  something  to  sell:  "Put  a  price  on  it  that  will 
move  It";  better  have  fifty  cents  out  of  it  than  a  dollar  in  it. 
The  fifty  cents  can  be  put  to  better  use  under  conditions  that 
will  result  from  such  policy  than  can  the  article  on  the  shelf. 
Those  with  time  to  sell  had  much  better  get  a  dollar  for  a  day 
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<>i    ilifir  time  than  to  .spend   the  day  loafing  because  they  can't 
Ket  a  dollar  an  hour  for  it. 

The  spirit  of  co-operation  and  majority  welfare  instead  of 
self-interest  must  prevail  in  all  conferences.  Each  individual 
of  the  public,  Labor  Board,  carriers,  and  unions,  must  have  in 
mind  the  economic  conditions  to  be  faced  by  their  children  and 
grandchildren,  and  leave  that  spirit  in  their  work  for  the  guid- 
ance of  those  who  must  follow  them  to  decide  similar  questions 
of  the  future.  No  one  can  see  himself  as  others  see  him; 
therefore,  it  is  up  to  everyone  to  help  the  other  fellow  get  a 
proper  conception  of  himself  and  his  true  value,  remembering 
that  true  value  is  determined  by  demand  and  comparison. 
Prices  influence  the  demand,  so  it  is  plainly  evident  economics 
have  reached  that  period  in  its  evolution  when  co-operation 
must  be  the  watchword  and  guide. 

Certain  interests  have  so-called  clubs  with  which  they  ex- 
pect to  beat  into  submission  certain  other  interests.  For  the 
sake  of  prosperity,  as  an  example  of  disarmament,  and  to  save 
coal,  let  such  clubs  be  converted  into  firewood. 

Present  conditions  cannot  be  changed  by  legislation,  but 
must  be  changed  by  administration.  Legislation  is  not  creative, 
but  is  intended  for  the  regulation  of  something  already  in  ex- 
istence that  is  not  properly  serving  the  community,  state,  or 
nation.  Proper  administration  will  remove  the  necessity  for 
legislation. 

If  the  public,  the  carriers,  labor,  industry,  and  commerce 
will  be  together  (not  separated),  with  the  primary  thought  that 
what  they  get  out  of  a  thing  is  predicated  on  what  they  put 
into  it,  the  inevitable  result  will  be  the  establishment  of  the 
very  conditions  so  much  desired  by  all. 

W.  C.  Pike,  Manager, 
Traffic  Bureau  of  Muncie,  Ind. 

Muncie,  Ind.,  Oct.  18,  1921. 


COMMISSION  ORDERS 

The  Commission  has  reopened  for  further  reargument  No. 
11299,  William  Wylie  Beall  vs.  Wheeling  Traction  Company.  The 
order  entered  March  5  will  remain  in  full  force  pending  con- 
sideration of  such  further  argument. 

The  Chamber  of  Commerce  of  Kansas  City,  Mo.,  has  been 
permitted  to  intervene  in  No.  13080,  Ballman-Cummings  Furniture 
Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Commission  has  reopened  for  further  hearing  No.  4181, 
the  second  industrial  railways  case,  with  respect  to  the  Manu- 
facturers' Junction  Railway  Co.,  and  has  postponed  the  effective 
date  of  the  order  entered  in  that  case  relating  to  that  road. 

The  Commission  has  modified  its  order  entered  in  No.  9922, 
Lake  Charles  Rice  Milling  Co.  vs.  Abilene  &  Northern  et  al.,  so 
as  to  become  effective  December  15  instead  of  November  15. 

The  Commission  has  reopened  for  further  hearing  with 
respect  to  milling  in  transit  at  Lake  Charles  on  rough  rice 
from  California  and  Arkansas,  No.  9922,  Lake  Charles  Rice 
Milling  Co.  vs.  Abilene  &  Northern  et  al.  In  so  far  as  the  order 
relates  to  milling  in  transit,  its  operative  date  has  been  post- 
poned until  the  further  order  of  the  Commission. 

The  Atchison  Chamber  of  Commerce  and  the  Commerce 
Club  of  St.  Joseph,  Mo.,  have  been  permitted  to  intervene  in 
No.  13080,  Ballman-Cummins  Furniture  Co.  et  al.  vs.  A.  T.  & 
S.  F.  et  al. 

The  Eighth  District  Coal  Operators'  Association  has  been 
permitted  to  intervene  in  No.  12898,  Illinois  Coal  Traffic  Bureau 
vs.  Alton  &  Southern  et  al. 

The  order  in  No.  11481,  the  Certain-teed  Products  Corpora- 
tion et  al.  vs.  A.  T.  &  S.  F.  et  al.,  has  been  amended  so  as  to 
permit  defendants  to  establish  rates  in  conformity  therewith 
on  one  day's  notice. 

On  complainants'  petition  the  Commission  has  reopened  for 
argument  Nos.  11809,  Marden  Orth  &  Hastings  Co.  vs.  Director- 
General,  C.  M.  &  St.  P.  et  al.,  and  12211,  Haskins  Bros.  &  Co. 
vs.  Director-General,  C.  B.  &  Q.  et  al. 

The  order  in  No.  9966,  Hudson  Mule  Co.  et  al.  vs.  L.  &  N. 
and  Director-General,  and  related  cases,  has  been  modified  so 
as  to  become  effective  January  1  instead  of  November  1. 

The  Southwestern  Interstate  Coal  Operators'  Association 
has  been  permitted  to  intervene  in  No.  12898,  Illinois  Coal 
Traffic  Bureau  vs.  Alton  &  Southern  et  al.,  and  in  No.  12862, 
Commerce  Club  of  St.  Joseph.  Mo.,  vs.  Alton  &  Southern  et  al. 

The  complaint  in  No.  13133  (Sub  No.  5),  North  Star  Oil  and 
Refining  Co.,  Ltd.  vs.  Director-General,  Canadian  Pacific,  et  al., 
has  been  amended  by  making  the  St.  Louis-San  Francisco  Ry. 
an  additional  party  defendant. 

The  State  of  Texas  has  been  permitted  to  intervene  in  the 
following  cases:  12649,  The  State  Highway  Department  of  Texas 
vs.  P.  C.  C.  &  St.  L.  et  al.,  12879,  Same  vs.  Director-General,  C: 
&  N.  W.,  et  al.,  12954.  Same  vs.  Same,  12972,  Same  vs.  Director- 
General,  C.  B.  &  Q.,  et  al.,  and  12696,  Same  vs.  Director-General. 

The  Eighth  District  Coal  Operators'  Association  has  been 
permitted  to  intervene  in  No.  13091,  M.  E.  Case  Coal  Co  et  al 
vs.  C.  B.  &  Q.  et  al. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  Irgul  and 
practice!  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  Interstate  commerce  law.  who  li  a  member  of  our  legal  department 
will  give  hii  opinion  In  aiuwer  to  any  aimple  question  relating  to  the  law 
of  Interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  'n  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  Is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated 

_     _     _  Address  Questions  and  Answers  Department. 

Traffic  B.rrlc.  Corporation,  Colorado  Building.  Washington,  D.  C. 


Delay — Measure  of  Damages 

Kansas. — Question:  A  short  time  ago  we  sold  a  car  of  oats 
basis  delivered  at  "D,"  "D"  official  weights  and  grades  to  be 
final  in  settlement  when  return  were  made  on  the  car.  "A" 
Railroad  and  "B"  Railroad  shipment.  The  car  was  shipped  from 
"E,"  Kansas,  on  the  "A"  Railroad,  and  should  have  been  routed 
via  "X,"  care  of  the  "B"  Railroad,  as  provided  in  "A"  Railroad 
Tariff  No.  1560-C,  this  being  the  only  routing  specified  in  tariff. 
This  would  have  given  our  customer  at  "D"  the  "B"  delivery 
which  he  desired. 

But  tne  car  was  misrouted  and  arrived  at  "D"  on  the  "C" 
Railroad.  The  party  to  whom  we  had  it  sold  refused  to  accept 
the  car,  stating  that  he  could  not  use,  account  of  the  fact  that 
the  tonnage  beyond  would  be  of  no  value  to  him.  We  then 
took  up  with  "A"  to  have  the  car  delivered  on  the  "B"  Railroad. 
This  they  did  on  April  8,  27  days  after  the  car  had  been  billed 
from  originating  point  (car  was  billed  from  "E,"  Kansas,  on 
March  12).  Our  customer  still  refused  to  pay  for  the  car  and 
accept  same  on  contract,  and,  owing  to  the  declining  market,  we 
were  compelled  to  sell  the  car  at  a  loss  of  8  cents  per  bushel. 

We  immediately  made  claim  against  the  "A"  Railroad  for 
our  loss,  basing  our  claim  on  the  fact  that  our  loss  accrued 
from  the  misrouting  of  the  car.  They  have  refused  to  entertain 
our  claim,  stating  that  the  car  should  have  been  accepted  on 
contract,  and  the  matter  of  tonnage  beyond  arranged  later. 
Have  we  a  valid  claim  against  the  carrier?  And  is  it  a  claim 
for  misrouting  or  delay  in  transit?  And  to  whom  should  it  be 
presented? 

Answer:  The  shipment  having  been  misrouted  by  the  initial 
carrier,  the  consignee  was  justified  in  demanding  delivery  upon 
carrier  "B"  and,  until  such  delivery  was  offered,  the  goods  had 
not  been,  in  fact,  delivered  or  tendered  for  delivery.  However, 
upon  tender  of  delivery  by  road  "B,"  it  was  then  the  duty  of 
the  consignee  to  accept  the  goods,  even  though  delayed,  as  de- 
lay on  the  part  of  common  carriers  in  transporting  a  shipment, 
even  though  the  delay  is  unreasonable,  does  not  afford  grounds 
for  refusal  to  accept  a  shipment.  The  duty  of  the  consignee 
is  to  accept  the  goods  and  hold  the  carrier  liable  for  any  dam- 
ages which  are  the  proximate  result  of  the  delay. 

In  the  instant  case,  we  are  of  the  opinion  that  the  liability 
of  the  carrier  is  limited  to  the  difference  between  the  market 
value  of  the  goods  at  the  time  the  goods  should  have  arrived 
at  destination,  in  the  usual  course  of  transportation,  and  the 
date  on  which  the  shipment  was  offered  for  delivery  on  road 
"B."  The  claim,  which  is  one  for  damages,  due  to  delay,  may 
be  filed  with  either  the  initial  carrier  or  with  carrier  "B"  as 
agent  for  the  initial  carrier,  although  the  initial  carrier  is  the 
one  primarily  liable. 

Damages — Liability  of  Carrier  for  Goods  Held  as  Evidence  in 
Criminal  Prosecution 

New  York. — Question:  On  August  31,  1920,  we  made  a  ship- 
ment of  two  packages  to  our  customer  in  Lecompte,  La.,  via 
Morgan  Line,  which  the  consignee  declined  to  accept  when 
offered  for  delivery  on  account  of  poor  business  and  decline  in 
prices.  We,  thereupon,  issued  instructions  for  the  return  of 
the  shipment,  but  only  one  package  was  delivered  to  us,  and 
claim  filed  for  the  other,  as  well  as  the  part  loss  in  the  package 
received. 

This  claim  has  now  been  declined,  advising  that  the  ship- 
ment arrived  at  New  Orleans  in  perfect  condition  and  repre- 
sentative of  the  Southern  Pacific  Line  supervised  the  handling, 
but  that  he  discovered  some  of  the  merchandise  loose  outside 
the  package,  and  called  attention  to  foreman  of  the  gang  who 
was  unloading  the  cars  to  the  steamship  wharf,  and,  upon  a 
further  search,  found  some  of  the  goods  concealed.  Further, 
statement  was  made  that  the  city  police  were  notified  and  the 
gang  placed  under  arrest  and  subsequently  the  merchandise 
turned  over  to  the  United  States  marshal's  office,  who  cannot 
now  tell  what  disposition  was  made  of  it. 

For  your  convenience  we  are  enclosing  a  copy  of  the  letter 
from  the  freight  claim  agent,  declining  payment.  Will  you  be 
kind  enough  to  advise  whether  the  carrier  is  within  his  rights 
in  declining  payment  for  the  reason  given  and,  if  so,  what  our 
rights  would  be  against  the  United  States  marshal's  office  and 
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how   we   should   proceed   to   make   collection   for   merchandise 
turned  over  to  them  by  carrier. 

Answer:  In  our  answer  to  "New  York"  in  The  Traffic 
World  of  March  19,  1921,  page  613,  we  dealt  with  a  situation 
similar  to  that  in  the  instant  case.  We  stated  that  in  our  opin- 
ion the  rule  which  excuses  the  carrier  from  liability  where  the 
goods  are  taken  from  its  possession,  by  due  process  of  law,  does 
not  apply  in  cases  where  the  goods  are  taken  to  be  held  as 
evidence  in  the  prosecuting  of  criminals. 

In  Bennett  vs.  American  Express  Co.  (Maine),  22  Atl.  159, 
it  was  held,  as  it  was  in  Edwards  vs.  Transit  Co.,  104  Mass. 
163,  that  while  the  carrier  was  not  liable  hi  trover  for  con- 
version of  the  property,  he  was,  nevertheless,  liable  on  his 
contract  or  obligations  as  common  carrier,  where  the  officer 
seizing  the  goods  without  any  warrant  or  other  legal  process 
was  a  trespasser.  "The  owner  may,  it  is  true,"  says  the  court, 
"maintain  trover  against  the  officer  who  took  the  property  from 
the  carrier,  but  he  is  not  obliged  to  resort  to  him  for  his  rem- 
edy. He  may  proceed  directly  against  the  carrier  upon  his 
contract,  and  leave  the  carrier  to  pursue  the  property  in  the 
hands  of  those  who  have  wrongfully  taken  it  from  him." 

In  Hayman  vs.  Stryker,  121  N.  Y.  S.  592,  it  was  held  that 
where  plaintiff's  goods,  while  in  the  possession  of  the  defend- 
ant, a  common  carrier,  for  transportation,  were  stolen,  but  part 
of  them  were  found  by  the  police  and  deposited  with  the  prop- 
erty clerk,  defendant  was  not  thereby  relieved  of  his  obligation 
to  deliver  such  part,  he  having  an  adequate  right  to  rocover 
them. 

We  are  of  the  opinion  that,  in  the  instant  case,  the  carrier 
is  liable  as  an  insurer  for  the  full  value  of  the  lost  goods. 
Reconslgnment  After  Placement 

Ohio. — Question:  Your  answer  to  "Ohio,"  Reconsignment 
After  Placement,"  published  in  The  Traffic  World  of  September 
24,  page  620: 

In  the  question  I  neglected  to  state  that  the  first  destination, 
had  car  been  moved  to  it,  would  have  been  a  back-haul  to  the 
interchange  tracks.  But,  as  I  have  previously  stated,  on  ac- 
count of  the  congestion  at  the  first  destination  car  was  not  taken 
and  was  constructively  placed  on  the  interchange.  In  view  of 
this  fact,  would  it  still  be  permissible  to  reconsign  car  at  the 
through  rate?  Also  bear  in  mind  that  car  was  earning  de- 
murrage before  reconsigning  orders  were  received. 

Answer:  If  the  placing  of  the  car  under  constructive  place- 
ment and  the  assessing  of  demurrage  was  proper,  we  are  still 
of  the  opinion  that  the  through  rate  from  origin  to  the  second 
destination  is  not  applicable  on  the  shipment  in  question. 

Demurrage  on  Cars  Held  Partly  to  Unload 
North  Carolina. — Question:  A  carload  shipment  of  paper,  in 
rolls,  from  interstate  point  of  shipment  is  received  at  a  junction 
point  in  North  Carolina  and  accepted  by  consignees,  who  take 
delivery  on  team  track.  A  part  of  the  shipment,  sufficient  in 
weight  to  entitle  them  to  free  switching  service,  is  left  in  the 
car,  same  being  properly  marked  for  L.  C.  L.  shipment,  and  for- 
warded to  a  North  Carolina  destination  on  intrastate  rate.  The 
time  taken  to  unload  the  car  and  forward  the  intrastate  ship- 
ment is  less  than  48  hours  from  7  a.  m.  after  receipt  of  car. 
Demurrage  for  one  day  assessed  by  demurrage  bureau,  they 
claim,  under  outhority  of  paragraph  4  of  rule  2,  page  19,  Fair- 
banks' I.  C".  C.  8.  We  believe  that  this  rule  applies  only'  to 
cars  in  transit,  stopped  to  partially  unload  or  to  complete  load- 
ing and  that  it  has  no  proper  reference  to  a  car  on  which  de- 
livery is  taken,  and  that  the  demurrage  charge  in  this  case  is 
improperly  assessed. 

Answer:  In  our  opinion,  you  are  correct  in  your  contention 
that  paragraph  4  of  rule  2  of  Fairbanks'  I.  C.  C.  8  applies  only 
to  cars  in  transit,  stopped  to  partially  unload  or  to  complete 
loading,  and  that  it  does  not  apply  in  connection  with  a  situa- 
tion such  as  that  outlined  by  you,  where  there  are,  in  fact,  two 
separate  shipments.  Section  A  of  rule  2  is,  in  our  opinion,  the 
rule  to  be  applied  in  the  instant  case. 

Notice  of  Claim— Time  Within  Which  to  File 
Ohio. — Question:  This  refers  to  a  question  and  answer  ap- 
pearing in  The  Traffic  World  of  October  1  under  the  caption, 
"Notice  of  Claim — Time  Within  Which  to  File."  Your  answer 
is,  in  effect,  that  the  claim  is  barred  unless  filed  within  six 
months  of  the  actual  delivery  of  the  one  shipment  which  reached 
destination  under  astray  billing,  and  it  is  my  opinion  that  your 
answer  is  wrong. 

The  "six  months'  clause"  is  one  of  the  most  ambiguous  pro- 
visions ever  approved  by  the  Interstate  Commerce  Commission, 
and  has  been  the  subject  of  the  proverbial  one  thousand  and 
one  interpretations,  but  I  am  convinced  that  the  case  in  point 
could  never  be  tarred  by  the  carriers.  My  reason  for  this  belief 
is  the  fact  that  the  loss  (to  the  claimant)  is  due  to  negligence 
and  carelessness  in  transit  on  the  part  of  the  carrier,  the  clause 
reading:  "Except  where  the  loss,  damage  or  injury  complained 
of  is  due  to  delay  or  damage  while  being  loaded  or  unloaded, 
or  damaged  in  transit  by  carelessness  or  negligence."  The  ship- 
ment was  not  lost  to  either  the  shipper  or  the  consignee,  and 
the  Injury  to  the  claimant  was  caused  solely  by  negligence  and 


carelessness  in  transit.  "Damage"  and  "injury,"  as  used  in  this 
clause  would  appear  to  be  synonymous,  and  the  six  months' 
limitation  would,  therefore,  not  apply. 

If  the  claim  is  to  be  considered  from  a  standpoint  of  loss, 
as  contemplated  by  the  third  clause  of  Section  3  of  the  bill  of 
lading,  then  I  am  constrained  to  disagree  with  your  opinion 
that  "the  period  of  time  for  the  filing  of  claim  or  notice  thereof 
began  to  run  on  the  date  the  shipment  was  delivered  to  the 
consignee."  The  clause  specifically  states  "in  case  of  failure  to 
make  delivery,  then  within  six  months  after  a  reasonable  time 
for  delivery  has  elapsed,"  which  has  been  interpreted  time  and 
again  to  mean  the  average  time  for  delivery  in  the  usual  course 
of  transportation.  "Six  months  after  delivery"  in  the  clause 
refers  to  damaged  shipments. 

Answer:  We  agree  with  you  that  the  meaning  of  the  clause 
is  abstruse  and  ambiguous,  and  that  this  is  recognized  by  the 
courts  may  be  seen  from  the  following  statement  of  the  court 
in  Hailey  vs.  O.  S.  L.,  253  F.  569: 

It  must  be  admitted  that  the  meaning  of  the  proviso  is  ex- 
tremely obscure.  The  subject  matter  which  Congress  had  under  con- 
sideration was  the  extent  to  which  the  carrier  should  be  permitted 
to  go  in  exacting  notice  and  the  presentation  of  claims  for  damages. 
In  the  principal  clause  it  is  declared  that  it  shall  be  unlawful  to 
require  notice  in  less  than  3  months,  the  filing  of  claims  in  less  than 
4  months,  or  the  bringing  of  suit  in  less  than  2  years.  Such  a  provision 
would  seem  to  be  both  clear  and  reasonable.  But  why  an  exception 
to  it?  Why,  in  the  absence  of  fraudulent  concealment  or  some 
extraordinary  disability,  excuse  the  shipper  in  any  case  from  giving 
notice  or  Ming  his  claim  or  commencing  his  suit  within  the  period 
prescribed?  No  satisfactory  answer  has  been  suggested,  and  appar- 
ently none  is  at  hand.  We  cannot  with  assurance,  therefore,  interpret 
the  proviso  in  the  light  of  the  object  intended  to  be  accomplished 
nor  can  a  construction  be  condemned  merely  because  thereunder  the 
provision  does  not  commend  itself  to  us  as  being  entirely  reasonable. 

Nevertheless,  while  there  is  a  conflict  of  opinion  as  to  what 
constitutes  a  notice  of  claim,  the  decisions  of  the  courts  uni- 
formly hold  that  a  failure  to  file  a  claim  or  notice  thereof  is  a 
defense  which  the  carrier  may  or  must  plead  in  an  action  for 
damages.  It  may  be  true  that  in  those  cases  no  issue  was  made 
as  to  the  provisions  of  the  Cummins  Amendment  not  requiring 
the  filing  of  a  claim  or  notice  thereof  in  certain  instances,  but 
it  is  not  a  certainty  that  even  though  this  point  had  been  at 
issue,  as  it  was  in  the  case  of  Hailey  vs.  O.  S.  L.,  253  F.  569, 
that  recovery  could  be  had,  for  it  should  be  observed  that  the 
court  therein  states  that  a  claimant  must  either  allege  and 
prove  notice  (within  the  time  specified  in  the  bill  of  lading), 
and  the  filing  of  a  claim,  or  must  allege  and  prove  negligence. 
Ordinarily  in  a  suit  for  loss  or  damage  the  shipper  is  not  re- 
quired to  prove  negligence,  but  merely  delivery  to  the  carrier 
in  good  condition  and  delivery  in  a  damaged  condition  or  failure 
to  deliver,  the  burden  to  prove  that  the  loss  occurred  without 
its  negligence  being  upon  the  carrier. 

So  that,  if  a  shipper  contemplates  bringing  suit  for  loss  or 
damage  to  goods,  as  to  which  no  claim  or  notice  thereof  has 
been  filed  with  the  carrier,  the  shipper,  under  the  decision  in 
the  Hailey  case,  above  referred  to,  must  be  prepared  to  prove 
negligence  on  the  part  of  the  carrier. 

Reparation  on  Shipments  Moving  Between  Points  in  the  United 
States   and   Canada 

New  York. — Question:  To  what  extent  is  the  Interstate 
Commerce  Commission  empowered  to  give  retroactive  effect  in 
connection  with  through  rates  from  Canadian  points  to  United 
States  points  which  may  be  rectified  after  attack  on  the  ground 
of  unreasonableness?  Specifically,  it  is  found,  for  instance,  that 
certain  pulpwood  rates  Into  the  United  States,  filed  with  the 
commission  here  and,  of  course,  with  the  similar  body  in  Can- 
ada, exceed  the  rates  applying  on  common  lumber.  Also,  in 
the  absence  of  commodity  pulpwood  rates,  class  rates  some- 
times govern  shipments  which,  if  shipped  under  common  lumber 
rates,  would  be  entitled  to  much  lower  charges.  The  result  of 
an  attack  on  this  situation  is  that  Canadian  carrier  interested 
agrees  to  amend  the  through  rates  to  which  it  is  party  so  that 
they  will  not  exceed  the  rates  on  lumber,  it  being  admitted  that 
pulpwood  is  recognized  to  be  a  commodity  of  lower  grade  and 
value  than  most  other  lumber  products,  etc.  Any  change  in 
through  rates  resulting  from  this  decision  must,  of  course,  be 
coincidental  with  filing  the  new  rates  with  the  Interstate  Com- 
merce Commission. 

It  is  common  knowledge  that  the  institution  of  lower  rates 
cannot  ipso  facto  be  used  as  a  ground  for  claiming  reparation 
unless  the  previous  rates  were  what  might  be  described  as 
unconscionably  high  and  out  of  all  reason.  Assume  that  It 
were  possible  to  prove  just  that  to  our  Commission,  and  that 
on  the  presentation  of  such  proof  award  of  reparation  would  be 
made.  Is  the  award  of  our  Commission  applicable  only  to  the 
United  Statrs  roads'  share?  If  so,  must  shippers  make  separate 
c?se  before  the  Canadian  board  to  cover  the  Canadian  share  of 
the  earnings?  We  understand,  of  course,  that  as  a  result  of 
informal  complaint  lodged  with  our  Commission,  voluntary  ad- 
justment is  often  made  by  Canadian  roads  in  the  same  settle- 
ment made  by  the  United  States  roads,  in  accordance  with  the 
same  suggestions  of  the  Interstate  Commerce  Commission,  but 
are  in  doubt  how  a  reparation  award  following  a  formal  hearing 
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would  be  binding  on  all  railroads  party  to  the  movements  under 
consideration. 

Answer:  In  the  case  of  Larrowe  Milling  Co.  vs.  Chatham, 
etc.  R.  R..  62  I.  C.  C.  146,  the  Commission  said:  "In  so  far  as 
the  matter  of  reparation  is  concerned,  although  we  are  without 
power  to  enforce  an  order  against  the  Chatham,  Wallaceburg 
and  Lake  Erie  R.  R.,  if  these  railroads,  constituting  a  through 
route  for  trafllc  from  a  point  in  Canada  to  a  point  In  the  United 
States,  concurred  in  a  through  rate  or  a  carload  minimum  that 
was  unreasonably  high,  they  are  jointly  and  severally  respon- 
sible for  any  damage  that  might  result  to  any  shipper  on  ac- 
count of  such  unlawful  rate  or  minimum."  See  also  White  Bros. 
&  Crum  Co.  vs.  American  Railway  Express  Co.,  67  I.  C.  C.  511, 
to  the  same  effect. 

Notice  of  Claim 

New  York.— Question:  On  Dec.  15,  1919,  we  shipped  via  the 
New  England  S.  S.  Co.  and  the  New  Haven  R.  R.  from  New 
York  9  bales  of  white  linen  rags  marked:  "W,"  consigned  to 
Eagle  Mill,  Lee,  Mass. 

We  received  a  letter  from  the  mill  on  Jan.  31,  1920,  stating 
that  the  shipment  had  not  arrived  and  requesting  us  to  trace 
same.  We  wrote  a  letter  on  the  same  date  to  the  agent  of  the 
New  England  S.  S.  Co.  at  Pier  28,  East  River,  requesting  him 
to  trace  shipment  and  effect  delivery.  He  acknowledged  receipt 
of  our  letter  Feb.  2,  1920  (his  file  E-27756),  and  although  we 
took  the  matter  up  by  letter  with  him  again  on  May  14,  June 
12  and  July  2,  and  also  with  the  agent  of  the  New  Haven  R.  R. 
at  destination  point.  Lee,  Mass.,  we  never  heard  anything  fur- 
ther about  the  carriers. 

The  mill  advised  us  about  Aug.  25  that  the  9  bales  in  ques- 
tion had  never  been  received,  and  we  therefore  filed  claim  with 
the  freight  claim  agent  of  the  N.  Y.  N.  H.  &  H.  R.  R.  at  Boston 
for  the  full  value  of  the  9  bales,  amounting  to  $701.35,  claim 
being  acknowledged  by  the  freight  claim  agent  under  his  No. 
385836-20. 

Eventually  the  railroad  company  was  able  to  prove  delivery 
of  four  of  the  bales,  but  was  unable  to  give  us  any  information 
as  to  what  happened  to  the  other  five  bales  until  September  1, 
when  we  received  a  letter  from  the  freight  claim  agent  of  the 
N.  Y.  N.  H.  &  H.,  as  per  copy  attached,  and  we  would  like  to 
have  your  advice  as  to  what  action  we  should  take  in  case  the 
claim  is  finally  declined  by  the  New  Haven  Railroad. 

Answer:  The  rule  regarding  notice  is  that  a  claim,  such 
as  you  have,  must  be  filed  with  the  carrier  within  six  months 
after  a  reasonable  time  for  delivery  has  elapsed.  The  question 
as  to  the  time  a  shipment  ought  to  take  to  reach  a  certain  point 
is  one  which  must  depend  upon  all  the  circumstances  in  the 
particular  case. 

If,  in  the  instant  case,  two  months  and  eleven  days  was  a 
reasonable  time  for  the  movement  under  the  conditions  existing 
at  the  time,  your  claim  is  not  barred  under  Section  3  of  the  bill 
of  lading.  The  average  time  used  in  transportation  of  a  repre- 
sentative number  of  shipments  during  a  representative  period 
between  the  points,  and  not  the  movement  of  a  single  shipment, 
is  evidence  of  the  reasonable  time. 

Damages — Measure   of 

Georgia. — Question:  In  January,  1921,  we  bought  a  car  of 
alfalfa  meal,  shipped  "Order  Notify"  to  ourselves.  After  arrival 
of  the  car  and  surrender  of  bill  of  lading  same  was  switched 
to  our  plant  for  unloading.  Upon  opening  the  doors  we  found 
that  the  contents  had  been  damaged  by  water  leaking  in  through 
the  roof  and  sides  of  the  car.  We  stopped  unloading  and  noti- 
fied the  railroad  to  send  an  inspector  for  the  purpose  of  prop- 
erly noting  damage  and  making  exception.  The  inspector  told 
us  to  go  ahead  and  unload  the  car,  letting  him  know  the  extent 
of  the  damage  and  salvage  if  any.  Upon  completion  of  our 
unloading  we  found  125  sacks  of  alfalfa  meal  so  damaged  that 
it  was  absolutely  worthless  to  us.  We  explained  that  it  would 
cost  us  as  much  to  salvage  the  damaged  meal  as  it  was  actually 
worth,  and  besides  that  we  do  not  use  damaged  material  in  our 
feed.  We  then  asked  the  railroad  for  disposition  of  the  dam- 
aged meal.  The  car  was  unloaded  Feb.  15,  and  it  was  April  1 
when  disposition  was  furnished  by  the  railroad  sending  their 
own  loading  crew  over  to  our  plant.  We  had  previously  notified 
the  railroad  that  storage  would  accrue,  as  the  damaged  meal 
was  taking  up  space  from  which  we  received  revenue,  we  doing 
a  storage  business.  In  sorting  the  damaged  from  the  good,  an 
expense  of  $10.00  was  incurred.  Same  represents  the  actual 
labor  charge. 

After  disposition  was  furnished  we  filed  claim  as  follows: 

125   sacks   alfalfa   meal   totally    ruined   by  water *218-J5 

Expense  of  handling  and  sorting  (8  men  3  hrs.  each) ••••,••     10-00 

Storage  on  the  damaged  meal,  figured  same  basis  as  Fairbanks 

Storage  Tariff,   42  days 200-65 

Total     $429.40 

The  railroad  absolutely  refuses  to  consider  anything  but 
the  actual  Invoice  value  of  the  damaged  meal,  stating  they 
could  not  pay  us  for  storing  our  own  stuff,  and  they  would  not 
honor  the  labor  charge. 

Answer:  It  has  been  held  that  where  goods  have  been 
delivered  in  a  damaged  condition  that  the  plaintiff  is  entitled 
>n  recover  reasonable  expenses  incurred  on  lessening  the  car- 


rier's loss.  Gulf,  etc.  R.  R.  VB.  Keith,  11  8.  W.  1117;  Sullivan 
Co.  vs.  Arm-it.  19  N.  E.  299;  Keyes  VB.  Railway,  80  N.  W.  888; 
Oalveston  vs.  Tuckett,  25  8.  W.  670;  Wlnne  VB.  Ills.  Cent.,  31 
Iowa  583;  Robertson  VB.  National  8.  8.  Co.,  17  N.  Y.  8.  459; 
Houston,  etc.  R.  R.  VB.  Brackln,  191  8.  W.  804;  Olcovlcn  VB. 
R.  R.  Co.,  176  Pac.  459,  and  Houston,  etc.  R.  R.  vs.  Bath,  90 
S.  W.  65. 

Therefore,  under  tlte  foregoing  decisions  you  may  recover 
the  handling  and  sorting  expense  of  $10.00,  together  with  the 
damages  of  $218.75,  covering  the  partial  loss.  We  are  unaware 
of  any  decisions  wherein  storage  charges  accruing  under  such 
circumstances  have  been  allowed  an  damaged. 

Our  opinion  is  that.  Instead  of  holding  the  worthless  meal, 
you  should  have  notified  the  carrier  that  unless  at  a  certain 
date  the  carrier  furnished  disposition  instructions  for  the  dam- 
aged goods,  they  would  be  disposed  of,  and  that  you  would  have 
been  justified  in  doing  so,  In  the  event  the  carrier  did  not  fur- 
nish proper  disposition  instructions. 

Damages — Deduction    of    Freight    Charge* 

Michigan. — Question:  We  note  with  considerable  interest 
your  reply  to  "Michigan"  on  page  622  of  the  September  24th 
issue  of  the  Traffic  World. 

The  case  as  outlined  states  that  the  freight  charges  of  this 
particular  shipment  were  prepaid.  In  making  your  answer  you 
have  evidently  assumed  that  the  wheat  was  sold  at  a  certain 
price,  freight  prepaid  to  destination.  If  this  wheat  was  sold 
f.  o.  b.  shipping  point,  freight  prepaid  to  destination  at  con- 
signee's request  and  amount  of  same  added  to  invoice,  would 
the  carrier  then  be  liable  for  the  freight  charges  on  shortage? 
We  also  note  that  you  make  no  mention  in  regard  to  the  bear- 
ing the  prescribed  minimum  weight  for  the  car  would  have. 

Answer:  Inasmuch  as  the  net  value  at  destination,  without 
reference  to  the  freight  charges,  is  the  basis  for  damages  for 
loss  of  grain,  neither  the  question  as  to  who  paid  the  freight 
charges  nor  the  matter  of  the  minimum  weight  have  any  bear- 
ing in  the  determination  of  the  amount  for  which  the  carrier 
is  liable  in  damages  for  its  negligence  in  transporting  the  ship- 
ment. 

Bill  of  Lading — Carrier  Liable  for  Agent's  Error  in   Issuing 

Missouri: — Question:  Mr.  John  W.  Davis  of  Clarksville, 
Mo.,  on  the  C.  B.  &  Q.  Ry.,  was  in  Woodruff,  Mo.,  on  the  C.  G. 
W.  Ry.,  and  purchased  a  carload  of  coin.  There  being  no  agent 
at  Woodruff,  he  phoned  Dearborn,  Mo.,  on  the  C.  G.  W.  Ry., 
which  is  the  second  station  north  of  Woodruff,  and  ordered  a 
car  to  be  set  in  at  Woodruff,  and  over  the  phone  gave  the  agent 
billing  instructions,  which  were  as  follows: 

Ship  car  to  John  W.  Davis,  Clarksville,  Mo.,  in  care  of  C.  B.  & 
Q.  Ry.  at  St.  Joseph,  Mo.  Insert  23c  rate  in  bill  of  lading. 

The  agent  at  Dearborn  repeated  the  instructions  exactly, 
but  knowing  that  New  Market,  the  station  between  him  and 
Woodruff,  being  an  open  or  billing  station,  he  in  turn  trans- 
mitted the  instructions  to  the  agent  at  New  Market,  who  made 
out  a  bill  of  lading  reading  as  follows:  "Ship  to  John  W.  Davis, 
Clarksdale,  Mo.,  in  care  of  C.  B.  &  Q.  Ry.,  St.  Joseph,  Mo., 
rate  23c. 

When  the  car  arrived  at  St.  Joseph  the  C.  B.  &  Q.  gave  it 
to  the  Rock  Island  Ry.,  who  carried  it  to  Clarksdale,  Mo.,  which 
is  on  their  line.  When  the  car  failed  to  arrive  at  Clarksville, 
Mo.,  Mr.  Davis  phoned  and  found  out  that  the  car  was  on  hand 
unclaimed  at  Clarksdale,  Mo.,  on  the  Rock  Island,  and  he  or- 
dered it  forwarded  on  to  Clarksville,  Mo.,  the  correct  destina- 
tion. The  car  going  to  and  from  Clarksdale,  Mo.,  entailed 
extra  charges  of  $80.00,  the  rate  being  9c  in  each  direction,  and 
Mr.  Davis  filed  claim  with  the  C.  G.  W.  Ry.  for  the  overcharge, 
but  they  declined  to  pay  the  claim  on  account  of  the  instruc- 
tions being  telephoned  instead  of  the  bill  of  lading  being  writ- 
ten out  and  delivered  to  them. 

Now,  Mr.  Davis  can  see  their  point  of  view  all  right,  but  In 
view  of  the  fact  that  at  Woodruff,  where  he  purchased  the  car, 
and  from  which  point  it  was  shipped,  there  being  no  agrnt  from 
whom  he  could  secure  a  bill  of  lading  or  give  him  Instructions, 
he  claims  it  was  necessary  for  him  to  either  phone  to  the 
billing  station  or  make  a  trip  of  several  miles,  which  would 
have  been  expensive  as  well  as  cause  delay.  Kindly  advise 
whether  or  not  there  are  any  similar  cases,  but  if  not,  has  Mr. 
Davis  a  claim  against  the  C.  G.  W.  Ry.  on  account  of  the  above 
conditions  which  he  can  prove. 

Answer:  The  Commission  has  held  in  numerous  cases  that 
a  carrier  is  liable  for  a  failure  to  comply  with  the  billing  in- 
structions of  the  shipper;  It  has  not,  however,  so  far  as  we  are 
aware,  passed  upon  the  sufficiency  of  verbal  billing  Instruc- 
tions. However,  we  are  of  the  opinion  that,  In  the  instant  case, 
the  carrier  can  be  held  liable  for  mlsrouting  If  It  can  be  proved 
that  carrier's  agent  was  given  and  accepted  verbal  Instructions 
to  bill  the  shipment  to  Clarksville!  but  that  its  agent  erron- 
eously billed  the  shipment  to  Clarksdale. 

Leases — Stipulation    Requiring    Routing    of    Freight    via    Lessor 

Carrier 

Michigan. — Question:  The  Smith  Coal  Co.,  who  own  their 
foal  sheds,  lease  their  site  from  and  are  served  by  the  Etat 
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Railroad,  wish  to  route  their  inbound  shipments  over  a  com- 
petitive line  and  have  it  turned  to  the  Etat  Railroad  for  placing 
in  their  yards.  There  is  a  mutual  switching  arrangement  be- 
tween the  two  roads  (each  absorbing  the  other's  switching 
charge,  which  is  $7.00  per  car). 

The  lease,  which  the  Etat  Railroad  compels  each  lessor 
to  sign,  carries  the  clause  that  whenever  possible  freight  must 
be  shipped  via  their  road. 

The  Etat  Railroad  have  threatened  to  cancel  lease  of  the 
Smith  Coal  Co.  for  the  reason  that  they  are  using  a  competi- 
tive line  (on  which  they  get  quicker  deliveries).  It  does  not 
seem  possible  that  a  common  carrier  could  cancel  lease  on  the 
above  grounds  for  the  reason  that  the  switching  agreement 
was  made  to  cover  this  business  and  agreed  to  by  both  roads. 
To  cancel  the  lease  of  the  Smith  Coal  Co.  and  lease  it  to  other 
parties  would  appear  as  a  discrimination  for  not  using  their 
line  exclusively,  defeating  the  purpose  which  a  switching  agree- 
ment gives  to  patrons  of  the  various  roads  involved. 

Would  you  say  lease  could  be  canceled  for  the  above 
reasons? 

Answer:  While  it  has  been  held  that  a  lease  of  a  factory 
site,  given  by  a  carrier  to  a  shipper  in  consideration  for  the 
shipment  of  goods  over  its  lines,  is  a  bonus  or  benefit,  which 
is  illegal  under  the  Elkins  Act  (C.  of  Ga.  Ry.  Co.  vs.  Blount, 
238  P.  292),  we  do  not  locate  a  case  in  which  the  question  for 
determination  was  whether  or  not,  if,  in  addition  to  a  reason- 
able rental  the  carrier  has  exacted  from  the  lessee  of  property 
an  agreement  to  route  freight  over  its  line,  the  carrier  may 
cancel  the  lease  in  the  event  the  shipper  fails  to  observe  the 
routing  agreement.  It  seems  to  us,  however,  to  be  a  stipulation 
which  may  lawfully  be  incorporated  in  such  leases  for  the  rea- 
son that  a  shipper  is  under  no  compulsion  to  lease  land  from 
a  carrier. 

Reparation — Parties   Entitled   to    Recover 

Iowa. — Question:  Has  the  Commission  made  any  definite 
stand  in  regard  to  allowing  reparation  in  complaints  where  the 
consignee  (the  complainant)  has  paid  the  freight  but  deducted 
same  from  the  invoice  price  of  the  goods,  also  has  the  Supreme 
Court  ever  rendered  a  decision  in  such  cases?  Can  you  refer 
us  to  any  particular  cases  where  the  decision  has  been  made? 

Answer:  It  is  well  settled  that  a  party  claiming  reparation 
is  not  entitled  to  recover  unless,  among  other  things,  it  is  defi- 
nitely shown  that  he  finally  bore  the  unlawful  charges  as  such. 

Therefore,  where  goods  are  sold  f.  o.  b.  destination,  and 
the  freight  charges  are  paid  by  the  consignee,  but  are  deducted 
from  the  amount  of  the  invoice,  the  consignee  is  not  entitled 
to  reparation.  See  Timmons  Harmount  vs.  L.  &  N.  R.  R.,  45 
I.  C.  C.  162,  and  Oden  &  Elliott  vs.  S.  A.  L.  Ry.,  57  I.  C.  C.  298. 
Incidental  Damages 

Michigan. — Question:  Recently  we  received  a  carload  ship- 
ment in  which  part  of  the  contents  was  damaged,  necessitat- 
ing repairing  to  put  in  first-class  condition  to  use.  We  filed  a 
claim  with  the  railroad  company  for  this  repairing,  charging 
them  so  much  per  hour  plus  overhead  expenses,  which  they 
refuse  to  pay,  claiming  that  carriers  are  not  liable  for  overhead 
expenses. 

Inasmuch  as  this  labor  was  caused  by  the  carelessness  of 
the  railroad  company,  and,  as  we  all  know,  a  plant  cannot 
operate  without  overhead  expenses,  will  you  kindly  advise  us 
if  they  are  correct  in  refusing  to  pay  on  the  above  basis? 

Answer:  While  it  is  not  clearly  established  by  any  great 
number  of  cases  (except  as  to  livestock  shipments,  as  to  which 
shipments  it  is  the  duty  of  the  consignee  to  care  for  the  injured 
stock  so  as  to  render  the  injury  as  light  as  possible)  that  the 
shipper  has  the  right  to  repair  goods  which  have  been  damaged 
in  transit  and  charge  the  carrier  with  the  cost  thereof,  it  seems 
to  be  fair  and  reasonable  that  a  carrier  should  compensate  a 
shipper  for  the  expense  of  reconditioning  or  repairing  goods 
which  have  been  damaged  through  the  negligence  of  the  car- 
rier, if  the  result  of  the  shipper's  efforts  is  to  restore  the  goods 
to  their  original  value  or  to  enhance  the  value  of  the  goods  to 
a  figure  in  excess  of  their  value  in  the  damaged  condition  in 
which  received,  after  deducting  the  cost  of  the  reconditioning. 

We  are,  however,  aware  of  no  cases  which  hold  that  over- 
head expense  is  a  proper  element  of  damage,  but  see  no  reason 
why  it  should  not  be  allowed  if,  in  fact,  a  part  of  the  cost  of 
reconditioning  and  the  amount  is  capable  of  ascertainment. 
Notice  of  Claim 

New  York. — Question:  On  July  26,  1920,  we  shipped  one 
case  of  paint  to  consignee  at  Montreal,  Que.,  via  express,  ad- 
dressing same  "Montreal,  Ont.,"  in  error.  However,  the  ship- 
ment was  lost,  and  thinking  that  perhaps  because  of  wrong 
address,  we  instructed  local  express  agent  to  have  same  re- 
turned to  us.  We  wrote  him  several  times  without  receiving 
reply,  and  on  November  23,  1920,  took  the  matter  up  with  the 
express  company's  traffic  manager  at  Toronto,  who  eventually 
advised  us  that  the  shipment  was  lost  and  for  us  to  file  claim, 
which  we  did  on  January  25,  1921.  The  express  company  has 
repeatedly  declined  to  consider  this  claim,  on  the  grounds  that 
It  was  not  filed  within  the  four  months'  time  limit,  prescribed 
by  their  receipt.  Our  contention  is,  that  allowing  17  days  as 


a  reasonable  time  for  the  shipment  to  move  to  destination,  our 
claim  is  within  the  limit,  as  we  formally  notified  them  of  our 
loss  on  November  23,  1920.  As  a  matter  of  fact,  we  had  the 
matter  up  with  their  local  agent  several  times  prior  to  that 
date,  but  we  cannot  produce  copies  of  our  letters.  Their  claim 
is  that  17  days  is  an  unreasonable  time  for  express  between 
Bridgeburg  and  Montreal.  But  at  the  time  shipment  moved 
there  was  great  congestion,  and  from  two  to  three  weeks'  time 
for  such  movement  was  the  rule  rather  than  the  exception. 

Please  advise  your  opinion  as  to  our  status  in  this  matter. 

Answer:  If  17  days  was  a  reasonable  time  for  the  move- 
ment under  the  conditions  existing  at  the  time,  your  claim  is 
not  bared  under  the  clause  in  the  express  receipt,  which  pro- 
vides that  claims  for  failure  to  make  delivery  must  be  made 
in  writing  Within  four  months  after  a  reasonable  time  for 
delivery  has  elapsed.  As  evidence  of  a  reasonable  time  it  is 
competent  to  show  the  customary,  time  of  transportation  be- 
tween the  points  involved  and  how  long  it  took  the  carrier  to 
transport  other  shipments  under  the  same  conditions. 

Freight  Charges — Collection   of 

New  York. — Question:  An  interstate  shipment  was  made 
April  20,  1917,  freight  charges  collect,  and  delivering  carrier 
did  not  atempt  to  secure  payment  from  the  consignee  until 
early  in  1921,  which  was  six  months  after  our  customer  had 
gone  into  bankruptcy, 

The  carrier  is  now  attempting  to  collect  from  us  as  ship- 
per, and  while  we  recognize  our  responsibility  for  the  charges, 
still  we  should  like  to  know  if  you  can  refer  us  to  any  legal 
case  which  would  act  as  a  precedent  for  us  to  enter  counter- 
claim for  damages  in  the  amount  of  the  freight  charges  due 
to  the  carrier's  unreasonable  delay  in  presenting  the  freight 
bill,  as  the  goods  were  sold  f.  o.  b.  shipping  point. 

Answer:  While  the  general  rule  is  (and  this  is  supported  by 
numerous  decisions)  that  where  goods  are  shipped  by  the  con- 
signor he  is  liable  for  freight,  there  are  cases  which  hold  that 
the  charges  may  not  be  collected  from  the  consignor  where 
the  carrier  has  failed  to  collect  the  charges  from  the  consignee 
upon  delivery  of  the  freight  to  the  consignee.  In  support  of 
the  rule  that  the  carrier  may  collect  the  charges  from  the  con- 
signor, notwithstanding  the  fact  that  delivery  was  made  of  the 
shipment  to  the  consignee  without  collection  of  the  charges, 
we  refer  you  to  the  case  of  the  Coal  and  Coke  R.  R.  Co.  vs. 
Buchannon  River  Coal  &  Coke  Co.,  87  S.  E.  376.  In  this  case 
it  was  stated  that  where  a  consignor  signs  a  bill  of  lading  on 
his  own  account  he  is  liable  to  the  carrier  for  the  freight 
though  title  to  the  goods  passed  to  the  consignee  on  delivery 
to  the  carrier;  that  the  words  "freight  collect  from  consignee" 
on  the  face  of  the  bill  of  lading  or  a  printed  condition  on  the 
back  thereof  stating  "the  owner  or  consignee  shall  pay  the 
freighf'does  not  relieve  the  consignor  from  liability  for  the 
freight.  The  general  rule  is  supported  by  the  following  cases: 
Southern  Cotton  Oil  Co.  vs.  Sou.  Ry.  Co.,  95  S.  E.  251  (citing 
Coal  &  Coke  Railroad  Co.  case  referred  to  above),  Cent,  of  Ga. 
Ry.  Co.  vs.  Birmingham  Sand  &  Brick  Co.,  9  Ala.  Ap.  419,  64 
So.  202;  Wells  Fargo  vs.  Cuneo,  241  Fed.  727;  C.  I.  &  L.  Ry. 
Co.  vs.  Peterson,  169  N.  W.  558. 

In  support  of  the  exception  to  the  rule  that  charges  may 
not  be  collected  from  the  consignor,  the  leading  case  is  that 
of  the  Y.  &  M.  V.  R.  R.  vs.  Zemurray,  238  Fed.  789.  See  also 
King  vs.  Van  Slack,  159  N.  W.  157,  and  Western  Railway  of 
Alabama  vs.  Collins,  78  Sou.  833. 

Conversion — Measure  of  Damages 

Colorado. — Question:  One  of  our  mill  connections  recently 
shipped  a  car  of  lumber  for  our  account,  which  was  confiscated 
by  the  railroad  for  use  in  repairing  a  tunnel. 

We  would  like  to  have  you  advise  us  if  we  can  collect 
claim  from  the  railroad,  including  our  regular  profit  on  the 
shipment,  or  whether  we  could  only  collect  .the  amount  of  the 
invoice  charged  us  by  the  mill.  Kindly  refer  us  to  any  similar 
cases. 

Answer:  The  measure  of  damages  for  a  conversion  of  a 
carrier  of  goods  entrusted  to  it  for  transportation  is  the  value 
of  the  goods  at  the  time  and  place  of  conversion.  Some  de- 
cisions, however,  hold  that  from  this  amount  freight  charges 
are  to  be  deducted,  and  in  a  number  of  decisions  interest  on 
the  value  of  the  goods  has  been  allowed.  Downing  vs.  Outer- 
bridge,  79  Fed.  931;  Martin  Woods  Co.  vs.  Chicago,  etc.,  R.  Co., 
143  N.  W.  479;  Blackmer  vs.  C.  C.  C.  &  St.  L.  R.  Co.,  73  S.  W. 
913;  Belden  vs.  B.  &  M.  R.  Co.,  92  At.  212,  Section  396,  ol.  10, 
Corpus  Juris. 

All  of  the  cases  referred  to  above,  as  well  as  the  decisions 
in  G.  C.  &  S.  F.  Ry.  Co.  vs.  Clebourne  Ice  &  Cold  Storage  Co., 
79  S.  W.  846,  and  Q.  A.  &  P.  Ry.  Co.  vs.  Campbell,  170  S.  W. 
859,  hold  that  the  measure  of  damages  for  conversion  is  the 
reasonable  market  value  at  the  place  where  it  was  taken,  and. 
as  a  rule,  fix  this  point  as  the  destination  of  the  shipment. 

Sale  of  Unclaimed    Merchandise 

New  York. — Question:  On  February  25,  1920,  we  made 
shipment  of  two  cases  of  paint  to  Newburg,  N.  Y.,  and  on  March 
27  the  freight  agent  at  Newburg  advised  us  that  consignee  had 
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!••  mseil  shipiiiriu.  Milting  Hi, ii  he  had  nut  ordered  the  material 
and  requested  disposal  orders.  Through  oversight  we  never 
gave  the  railroad  advice  as  to  disposition  of  this  shipment.  On 
September  30,  1921,  they  wrote  to  us  as  follows: 

"On  January  25,  1921,  shipment  was  forwarded  to  Freight 
Claim  Warehouse,  Syracuse,  N.  Y.,  for  disposal,  with  charges 
of  $2.44  freight  and  $73.38  storage  at  Newburg,  making  total 
of  $75.82.  Shipment  was  disposed  of  for  $15.45,  leaving  due  us 
$60.37." 

Kindly  advise  if  the  railroad  has  authority  to  hold  refused 
freight  for  such  a  period  before  disposing  of  it  and  if  we  are 
obligated  to  pay  such  storage. 

Answer:  The  sale  of  unclaimed  merchandise  and  the  pm 
visions  covering  such  sales  are  to  be  found  in  the  statutes  of 
the  state  in  which  delivery  of  the  shipment  is  made.  The  ship- 
per, in  the  event  a  carrier  must  sell  the  goods,  is  liable  for  the 
difference  between  the  amount  realized  from  the  sale  of  the 
goods  and  the  total  amount  of  the  freight  and  storage  charges, 
assuming  that  the  carrier  has  made  a  reasonable  effort  to  se- 
cure a  fair  price  for  the  goods  sold.  Inasmuch  as  the  shipper 
or  the  consignee  is  liable  for  the  freight  charges  in  any  event, 
we  do  not  believe  that  there  is  any  duty  devolving  upon  the 
carrier  to  sell  the  goods  within  any  specified  period  of  time, 
although  it  would  probably  be  held  that  the  carrier  could  not 
hold  goods  indefinitely  and  charge  storage  therefor. 


Personal  Notes 


J.  J.  Morton  has  been  appointed  foreign  freight  agent  for 
the  Canadian  Pacific  Railway,  succeeding  F.  C.  Frleser,  who 
resigned. 

Patrick  J.  Finnegan,  secretary  and  treasurer  of  the  Jos. 
Stockton  Transfer  Company,  Chicago,  for  thirty  years  associ- 
ated with  that  company,  died  October  13. 

H.  W.  Watson  has  been  appointed  general  agent  for  the 
Georgia  &  Florida  Railway  at  Nashville.  The  position  of  assist- 
ant to  the  traffic  manager  has  been  abolished. 

The  Wabash  Railway  has  announced  the  appointment  of 
R.  A.  Walton  as  general  agent,  Philadelphia,  to  succeed  G.  G. 
Early,  who  has  been  promoted  to  be  assistant  general  freight 
agent  at  St.  Louis.  Mr.  Walton  is  succeeded  as  eastbound  freight 
agent  at  New  York  City  by  W.  McCracken. 

C.  P.  Wilson  has  been  appointed  traveling  freight  agent  for 
the  Kansas  City  Southern  Railway  at  Kansas  City,  Mo.,  vice 
F.  M.  Seymour,  who  was  promoted. 

J.  W.  Williams  has  been  appointed  general  agent  for  the 
Gulf  Coast  Lines  at  Birmingham,  Ala.,  to  succeed  W.  W.  Stine, 
who  died.  Mr.  Williams  is  succeeded  as  general  agent,  freight 
department,  Beaumont,  Tex.,  by  F.  W.  Nason. 

T.  A.  Hynes,  who  has  since  1913  held  positions  as  general 
freight  agent,  traffic  manager,  treasurer  and  vice-president,  with 
the  New  Jersey,  Indiana  &  Illinois  Railroad,  was  elected  presi- 
dent of  that  road  October  12.  His  headquarters  are  at  South 
Bend,  Ind. 

W.  H.  Blasdale  has  been  appointed  commercial  agent  for 
the  Eastern  Steamship  Lines,  Inc.,  Boston  &  Yarmouth  Steam- 
ship Company,  Ltd.,  at  India  Wharf,  Boston,  Mass. 


DOINGS   OF   THE   TRAFFIC   CLUBS 

The  first  of  a  series  of  dances  and  parties  to  be  given  this 
winter  by  the  Traffic  Club  of  Minneapolis,  will  be  a  Hallowe'en 
party,  which  will  take  place  at  the  club  rooms  October  27. 

The  members  of  the  Transportation  Club  of  Louisville  and 
the  Louisville  Board  of  Trade  made  an  inspection  tour  of  the 
Kentucky  &  Indiana  Terminal  Railroad  Company's  tracks  and 
the  industrial  environment  of  Louisville,  October  19.  The  tour 
was  made  at  the  invitation  of  the  W.  S.  Cambell,  manager  of 
the  terminal  company.  Dinner  was  served  at  the  state  fail- 
grounds. 

The  Kansas  City  Traffic  Club  began  its  season's  activities 
with  a  smoker,  held  in  the  rooms  of  the  City  Club,  October  15. 
Weekly  luncheons  and  monthly  dinners  are  among  the  plans 
for  the  coming  winter. 


Captain  William  H.  Stayton,  president  of  the  Baltimore 
Steamship  Company,  Baltimore,  Md.,  spoke  on  the  subject  of 
"An  American  Merchant  Marine"  before  the  members  of  the 
Traffic  Club  of  Chicago,  at  a  luncheon  held  in  the  club  rooms  at 
the  Hotel  La  Salle,  October  19. 


At  a  meeting  of  the  Pacific  Traffic  Association,  held  at  the 
City  Club,  San  Francisco,  October  4,  the  following  officers  were 
elected:  President,  M.  B.  Baker,  traffic  manager,  United  States 
Rubber  Company;  first  vice-president,  W.  L.  Garver,  traffic 
manager,  California  Hawaiian  Sugar  Company;  second  vice- 
pnsident.  i;  H.  Baker,  attorney;  third  vire-president,  F.  Morgan. 


trallic  director,  Zellerback  Paper  Company;  executive  secretary. 
W.  C.  Patterson,  traffic  manager,  Ford  Motor  Company;  trean- 
urer,  8.  T.  Marr,  traffic  department.  Western  Sugar  Company. 
Board  of  directors:  Harry  Tooker,  traffic  manager,  I).  ('.  Jack- 
lin;  E.  W.  Clapp,  A.  F.  T.  M.,  Southern  Pacific  Company;  H.  K. 
Faye,  traffic  manager,  Western  Pacific  Railway  Company; 
W.  G.  Barnwell,  A.  F.  T.  M.,  Santa  Fe  Railway  Company;  F.  A. 
Hooper,  G.  F.  A.,  American  Hawaiian  Steamship  Company; 
W.  L.  Trammell,  traffic  department.  Southern  Pacific  Company; 
R.  Roberts,  A.  T.  M.,  Standard  Oil  Company;  Prof.  Daggett, 
transportation,  University  of  California:  Ray  Higelns,  traffic 
manager,  Rosenburg  Company. 

At  a  meeting  of  the  Cincinnati  Traffic  Club,  held  at  tin- 
Chamber  of  Commerce,  October  18,  John  A.  Morris,  chairman 
of  the  Cincinnati  Operating  Committee,  speaking  on  the  railroad 
situation,  expressed  the  belief  that  a  settlement  between  the 
railroads  and  the  unions  would  be  effected  without  the  necessity 
of  striking.  R.  E.  McKellar,  foreign  freight  traffic  manager  for 
the  Southern  Railway,  addressed  the  club  on  the  subject  of 
American  trade  expansion. 


The  bi-monthly  meeting  of  the  Traffic  Club  of  Pittsburgh 
will  be  held  at  the  Fort  Pitt  Hotel,  October  24.  The  meeting 
will  be  featured  by  short  talks  by  members. 


GOVERNMENT  TRAFFIC  BUREAU 

The  Traffic   World   Washington  Bureau 

The  government  (see  Traffic  World,  October  15),  is  to  have  a 
traffic  bureau,  composed  of  a  representative  from  each  govern- 
ment bureau  that  ships  any  amount  of  material.  The  bureau  is 
to  check  freight  bills,  revise  classifications  and  descriptions  that 
the  government  has  been  using  in  making  up  its  bills  of  lading, 
and,  generally,  to  put  the  government  receiving  and  shipping 
operations  on  a  business-like  basis. 

At  present,  it  is  asserted,  it  is  nothing  for  the  government 
to  ship  in  mixed  carloads,  things  that  do  not  comply  with  rule 
10  in  Official  Classification,  or  any  other  mixture  rule,  the  result 
being  that  the  whole  mixture  has  to  be  charged  for  at  the 
highest  possible  rate.  The  shipping  clerks  for  the  government, 
it  is  also  alleged,  use  descriptions  of  what  they  send,  that,  when 
they  are  put  on  a  bill  of  lading,  call  for  higher  rates  than  would 
be  imposed  if  descriptions  used  in  the  railroad  classifications 
were  employed.  It  is  believed  that  the  government  loses  thou- 
sands of  dollars  annually  because  informed  traffic  men  are  not 
in  charge  of  shipping  government  materials.  Routing  traffic 
in  the  most  expensive  way  is  said  to  be  also  another  common 
practice  among  government  officials  who  know  nothing  about 
either  packing,  routing,  or  describing  shipments. 

In  the  tentative  order  creating  the  bureau,  which  is  to  be 
known  as  the  Federal  Traffic  Board,  General  Dawes  said: 

It  shall  be  the  duty  of  the  Federal  Traffic  Board  to  make  a  com- 
plete study  of  the  traffic  problems  confronting  the  various  depart- 
ments and  independent  establishments  of  the  government.  In  co- 
operation with  representatives  of  the  Interstate  Commerce  Commis- 
sion and  the  carriers,  it  will  establish  uniform  classifications  for  all 
commodities,  Including  raw  materials,  as  well  as  finished  products, 
shipped  by  the  government,  so  that  shipments  may  be  made  at  th>- 
lowest  tariff  rates.  The  board  will  draw  up  plans  for  improving  and 
standardizing  methods  of  making  shipments,  and  for  tin-  settlement 
of  accounts.  These  plans  will  be  submitted  to  the  chief  co-ordlnator. 
general  supply,  who  will  take  the  necessary  action  in  each  case. 

The  classification  of  commodities  »nd  the  instructions  governing 
shipments  and  methods  of  setting  transportation  accounts  that  are 
adopted  by  the  board  and  approved  by  the  co-ordlnatr.r  for  traffic 
shall,  as  far  as  applicable  and  in  conformity  with  law,  be  binding 
upon  and  govern  all  departments,  bureaus,  agencies  and  offices  of  the 
government  in  all  shipments  made  by  them. 

All  questions  pertaining  to  the  classification  of  materials  or  ter- 
minal, switching,  freight  rates,  etc.,  which  reQuire  the  application  of 
remedial  measures  will  be  submitted  to  the  co-ordinntor  for  traffic, 
either  for  adjustment  with  the  classification  committees  representing 
the  carrier  or  for  the  presentation  of  a  complaint  with  the  Interstate 
Commerce  Commission. 

In  the  event  of  disagreement  as  to  classifications.  Instructions 
governing  shipments  and  methods  of  settling  transportation  accounts 
or  on  methods  of  procedure,  the  case  will  be  submitted  to  the  chtef 
co-ordinator  for  general  supply,  whose  decision  shall  be  final  as  to 
the  action  taken,  subject  only  to  an  appeal  to  the  head  of  the  depart- 
ment concerned. 

Director  Dawes,  of  the  budget  bureau,  has  appointed  Com- 
mander Chester  G.  Mayo,  United  States  Navy,  as  chief  co- 
ordinator for  traffic  under  the  budget  bureau.  Commander  Mayo. 
who  is  in  the  supply  corps  of  the  navy,  has  had  charge  of  the 
navy's  traffic  and  is  familiar  with  rates  and  traffic  matter.-!. 
He  will  select  a  traffic  representative  from  each  department 
and  independent  bureau  of  the  government. 

FREIGHT  CAR   DISTRIBUTION 

The  percentages  of  freight  cars  on  line  to  ownership  on 
class  I  roads,  as  of  October  1,  according  to  the  semi-monthly 
bulletin  of  the  car  service  division  of  the  American  Railway 
Association,  were  as  follows:  Eastern  district.  97.8,  against 
101.2  a  year  ago;  Allegheny  district,  98.6,  against  100.9  a  year 
ago;  Pocahontas  district,  88.3,  against  77.4  a  year  ago;  South- 
ern district.  97.1,  against  88.1  a  year  ago;  Western  district,  101, 
against  98.6  a  year  ago. 
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TONNAGE  PRJCE  ADJUSTMENT 

The  Traffic  World   Washington  Bureau 

Representatives  of  individual  purchasers,  the  American 
Steamship  Owners'  Association,  and  the  United  States  Ship 
Operators'  Association  will  meet  with  the  United  States  Ship- 
ping Board,  November  9,  for  the  purpose  of  seeking  a  readjust- 
ment of  the  price  of  tonnage. 

This  hearing,  which  will  be  public,  will  serve  a  two-fold 
purpose,  officials  said,  in  that  it  will  afford  an  opportunity  to 
determine  what  recommendation  it  shall  make  to  Congress,  if 
such  recommendation  is  desired,  in  connection  with  the  bill 
introduced  by  Senator  Curtis  of  Kansas  for  affording  relief  to 
pioneer  purchasers  of  government  vessels;  and  it  will  also  have 
a  direct  bearing  on  the  market  price  for  tonnage  at  this  time 
and  thus  enable  the  board  to  name  a  definite  figure  at  which 
the  laid-up  flet  will  be  sold. 

There  is  also  every  probability  that  this  hearing  will  also 
affect  charter  parties,  directly  or  indirectly. 

E.  P.  Farley,  vice-president  of  the  Fleet  Corporation,  in 
charge  of  sales,  announced  that  the  inquiries  from  prospective 
purchasers  of  Shipping  Board  vessels  were  most  encouraging, 
and  he  believed  that  as  soon  as  a  decision  has  been  reached,  as 
a  result  of  the  tonnage  price  conference,  an  impetus  will  be 
given  to  this  phase  of  his  department. 

J.  Barstow  Smull,  vice-president  of  the  Emergency  Fleet 
Corporation,  in  charge  of  charters  and  allocations,  said  he  had 
a  number  of  requests  from  operators  who  desired  to  take  over 
ships  on  a  time  charter  basis,  some  of  the  periods  extendins 
from  two  to  five  years.  At  present  no  definite  policy  has  been 
reached  regarding  these  long-period  charters,  but  some  develop- 
ment may  be  expected  within  the  next  few  weeks. 

Withdrawals  of  government  vessels  that  are  showing  an 
unreasonable  loss  in  operation,  except  on  trade  routes  which 
are  to  be  maintained,  are  being  rapidly  made,  according  to 
Wm.  J.  Love,  vice-president  of  the  Fleet  Corporation,  in  charge 
of  traffic. 

Particular  attention  is  being  paid  to  readjustments  of  trade 
routes  which  were  over-tonnaged,  with  the  result  that  the  situa- 
tion shows  not  only  a  comparatively  great  saving  to  the  cor- 
poration in  the  matter  of  operation  expenses,  but  far  more  in- 
tensive and  intelligent  handling  of  the  fleet,  since  the  new  Ship- 
ping Board  came  into  existence,  officials  said. 


HEARINGS  ON  PORT  CHARGES 

The  Traffic  World   Washington  Bureau 

All  the  scheduled  hearings  on  No.  12681,  the  so-called  part 
charges  case,  initiated  by  the  Commission  by  its  order  an- 
nounced April  21  (Traffic  World,  April  23,  p.  879),  have  been 
completed  by  Examiner  Keeler.  They  were  begun  at  Norfolk, 
Va.,  September  19  and  completed  at  Galveston,  October  15. 
The  Commission  may  call  additional  hearings,  either  in  Wash- 
ington or  some  other  place,  with  a  view  to  obtaining  additional 
information. 

The  broad  purpose  of  the  inquiry  is  to  determine  whether 
the  charges  of  the  railroads  at  the  railroad-owned  wharves 
are  so  low  as  to  prevent  the  investment  of  money  in  water 
terminals  by  capital  not  interested  in  the  railroads,  regardless 
of  whether  the  capital  that  might  be  invested  in  additional 
terminals  would  be  furnished  by  private  persons  or  by  states  or 
municipalities. 

It  was  undertaken  at  the  request  of  the  Board  of  Rivers 
and  Harbors  of  the  engineer  corps  of  the  army,  which  has 
charge  of  river  and  harbor  improvements.  Recent  river  and 
harbor  improvement  appropriation  bills  have  carried  provisions 
requiring  the  army  engineers  to  ascertain  facts  on  which  Con- 
gress can  grant  or  refuse  appropriations  in  the  future. 

The  engineers  have  bern  collecting  data  for  more  than 
a  year.  They  were  submitted  to  Examiner  Keeler  in  the  series 
of  hesrngs  held  by  him  at  the  south  Atlantic  and  Gulf  ports. 
The  engineers  have  proceeded  on  the  assumption  that  the  fa- 
cilities at  a  number  of  ports  are  inadequate  and  that  the  in- 
vestment of  capital  to  make  them  adequate  was  prevented  by 
the  low  charges  made  by  the  railroads  for  the  use  of  their 
property,  which  inadequate  charges  at  the  ports  were  reflected 
in  higher  rates  for  the  line  haul  than  was  really  necessary. 
Such  a  condition,  the  engineers  suggested,  resulted  in  the 
strangling  of  the  ports  and  the  payment  of  unreasonable  charges 
by  the  shippers  that  did  not  use  the  port  facilities. 

The  witnesses  for  the  army  engineers  were  the  officers  in 
charge  of  the  districts  of  which  Norfolk,  Charleston,  Savannah, 
Jacksonvi'le,  Mobile,  New  Orleans  and  Galveston.  the  points 
at  which  Keeler  held  the  hearings,  are  the  headquarters. 

Col.  J.  C.  Oakes,  the  officer  in  charge  of  Norfolk,  laid  the 
foundation  for  the  case  the  army  engineers  sought  to  make. 
He  said  frankly  that,  in  his  opinion,  the  proper  development 
of  port  facilities,  on  which  Congress  evidently  intends  to  base 
future  appropriations,  was  being  hindered  by  the  low  charges 
made  by  the  railroads  for  terminal  services  in  connection  with 
the  transfer  of  traffic  between  the  two  kinds  of  carriers, 
whether  the  transfer  was  made  directly  or  through  port  ter- 


minal warehouses.  He  said  that  business  could  not  be  done 
through  non-railroad  terminals,  because  the  charges  on  the 
railroad  terminals  are  lower  than  could  be  made  and  collected 
by  non-railroad  terminals.  From  that  he  inferred  that  the 
ports  are  inadequately  developed,  in  a  number  of  instances. 
He  said  that  charges  should  be  based  on  the  cost  of  service 
and  that  if  a  port  could  not  live  in  competition  with  other  ports, 
on  that  basis,  it  should  not  be  indirectly  subsidized. 

In  their  testimony  the  southern  carriers  attempted  to  show 
that  they  regard  their  port  terminals  as  necessary  parts  of 
their  systems  of  transportation  and  that  if  it  is  the  duty  of 
a  carrier  to  perform  a  certain  function  as  part  of  its  duty  as 
a  carrier,  it  should  be  allowed  to  perform  the  whole  service 
and  not  be  compelled  to  divide  its  common  carrier  business 
with  outsiders.  But  they  did  not  rely  on  that  right  as  a  de- 
fense for  themselves.  They  asserted  that  they  had  made 
efforts  to  increase  their  charges,  and  that  such  efforts  are 
continuing,  but  that,  in  order  to  meet  the  competition  of  north 
Atlantic  ports,  they  have  been  forced,  in  some  instances,  to 
make  shipside  rates  no  higher  or  only  a  little  higher  than  on 
traffic  to  stop  at  the  ports,  because  shipside  rates  are  common 
at  north  Atlantic  ports. 

The  point  made  by  the  army  engineers,  that  the  charges 
for  the  port  charges  should  be  separately  stated,  they  suggested, 
is  in  line  with  their  own  views  on  that  subject,  and  that,  except 
where  shipside  rates  are  compelled  by  competition  through  the 
northern  ports,  they  are  so  set  forth. 

Colonel  Oakes,  in  his  testimony,  said  the  charges  should 
be  enough  to  pay  costs  and  leave  a  return  on  the  investment 
so  that  capital,  private  or  public,  could  undertake  to  provide 
wharves  and  warehouses  through  which  traffic  could  move  at 
rates  no  higher  than  those  prevailing  at  the  railroad-owned 
terminals.  The  railroads  said  they  tried,  but  did  not  always 
succeed,  to  make  their  charges  for  wharfage  and  storage  high 
enough  to  maintain  the  property  used,  and  the  handling  charges 
at  actual  out-of-pocket  cost. 

Shippers  attended  the  hearings  at  which  the  army  officers 
appeared  advocating  higher  charges  so  that  terminals  could 
be  increased,  if  not  wholly  duplicated,  on  the  theory  that  the 
existing  facilities  are  inadequate  and  that  it  would  be  in  the 
public  interest  to  have  more  wharves  and  warehouses,  even  at 
southern  ports  where  the  war  congestion  was  not  nearly  so 
severe  as  at  the  northern. 

In  announcing  the  hearings,  the  Commission  set  forth  its 
purpose  as  follows: 

By  its  order  the  Interstate  Commerce  Commission  instituted  an 
investigation,  under  Docket  No.  12681,  with  respect  to  the  reasonable- 
ness and  propriety  of  the  charges  of  common  carriers  subject  to  the 
interstate  commerce  act,  and  applicable  to  interstate  or  fprign  com- 
merce, for  wharfage,  handling,  storage  and  other  accessorial  services 
at  the  south  Atlantic  and  gulf  ports  at  and  south  of  Hampton  Roads, 
Va.,  and  also  as  to  the  propriety  of  including  in  the  rates  of  the  car- 
riers to  and  from  the  ports,  the  cost  of  or  charges  for  the  above  ser- 
vices, with  a  view  to  prescribing  such  reasonable  and  proper  rules  and 
regulations  and  charges  as  may  appear  to  be  necessary. 

It  is  the  purpose  of  the  Commission  in  this  proceeding  to  inves- 
tigate in  a  broad  and  comprehensive  way  the  charges  of  the  carriers 
for  the  services  above  mentioned:  the  nature  of  the  services  rendered 
by  the  carriers  for  such  charges,  and  the  cost  thereof;  and  the 
facilities  employed  by  the  carriers  in  rendering  such  services:  and  also 
to  endeavor  to  gather  information,  for  comparative  purposes,  as  to 
similar  charges,  costs,  services  and  facilities,  of  water  terminals  at 
the  ports  in  question  which  are  not  owned,  controlled  or  operated  by 
the  carriers. 

The  Commission  will  also  inquire  into  the  propriety  of  absorptions 
of  terminal  charges  at  the  ports  by  the  carriers:  and  will  endeavor  to 
ascertain  whether,  under  existing  conditions  affecting  charges,  services 
or  facilities  at  the  ports,  any  ports,  shippers,  localities  or  descriptions 
of  traffic  are  unduly  prejudiced  or  preferred:  whether  the  proper 
growth  and  development  of,  or  the  construction  or  improvement  of 
terminal  facilities  at  any  ports  are  unduly  restricted;  and  whether  the 
free  and  natural  flow  of  commerce  through  the  various  ports  and  the 
economical,  expeditious  and  efficient  handling  of  traffic  at  the  ports 
is  unduly  impeded. 


FOREIGN  SHIPS  TAKE  IMPORT  TRADE 

The  Traffic   World   Washington  Bureau 

Foreign  ships  are  rapidly  regaining  control  of  the  import 
trade  of  the  United  States,  according  to  E.  S.  Gregg,  chief  of 
the  transportation  division  of  the  Bureau  of  Foreign  and  Do- 
mestic Commerce  of  the  Department  of  Commerce. 

"Shipping  Board  vessels,"  said  he,  "carried  15  per  cent  of 
the  volume  of  our  exports,  excluding  oil,  in  July,  1921,  a  drop 
of  7  per  cent  from  the  June  figure,  according  to  data  furnished 
by  the  Records  and  Information  Section  of  the  Shipping  Board. 
The  figures  are  based  upon  reports  filed  by  the  master  of  the 
vessel  upon  entering  and  clearing.  As  the  average  percentage 
of  vessels  reporting  is  around  98  per  cent  of  the  total,  the 
figures  can  be  taken  as  representative  of  our  trade.  The  totals 
are  changed  slightly  from  time  to  time  as  delinquent  reports 
arrive,  but  in  no  case  is  the  correction  more  than  5  per  cent. 

"While  American  privately  owned  ships  gained  2  per  cent 
in  July,  1921,  over  the  23  per  cent  for  June,  foreign  lines  in  the 
same  month  increased  their  percentage  by  5  and  carried  60 
per  cent  of  the  total  exports,  excluding  oil.  American  inde- 
pendent steamship  companies  gained  8  per  cent  in  the  13 
months  ended  July  31,  1921;  Shipping  Board  tonnage  lost  10 
per  cent,  and  foreign  ships  increased  their  percentage  from 
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58  to  60.  Independent  American  vessels  in  July,  1921,  carried 
1,113,361  tons  of  exports — a  total  exceeded  only  in  October, 
1920,  which  was  the  record  month  for  that  year. 

"The  figures  showing  comparative  volumes  of  American 
exports  and  imports  (excluding  oil)  carried  In  American  and 
foreign  ships  during  the  13  months  ended  July,  1921,  are  given 
in  the  following  tables: 

UNITED    STATES    EXPORTS    CARRIED   BY    AMERICAN    AND 
FOREIGN  SHIPS.  JULY,  1920-JULY.  1921  (EXCLUDING  OIL.) 

United  States    United  States 
Foreign 

Per 

Months    Long  tons    cent 
1920 

July     2.583.399         68 

August     . . .  3.306,966         69 
September  ..  3,365.71)0         69 

October 4,202,368         65 

November  ..  2,989,480        68 
December  ..  3.254,343        66 

1921 

January    ...  2,409,214 

February    ...  1,872.521 

March    1,919,809 

April    1,945,793 

May    2.653.424 

June     2.637,338 

July    2,665,929 


67 
64 
62 
60 
68 
55 
60 


independent 
Per 

Shipping  Board 
Per 

Total,  in 

Long  tons 

cent 

Long  tons 

cent 

long  tons 

786,449 

17 

1,110,79* 

25 

4,480.644 

1.013,779 

19 

1.232,893 

22 

B.583,638 

1,036,537 

18 

1.288,926 

23 

n.niu.  L'r,:! 

1,189,261 

18 

1.134.427 

17 

6,526,056 

1,007.596 

20 

1,153,732 

22 

5,150,808 

855,478 

17 

845,987 

17 

4,955.808 

567.411 

16 

591,888 

17 

3,568,513 

508.336 

18 

530,158 

18 

2,911.015 

551,302 

18 

603.090 

20 

3.074,201 

614,257 

19 

694.002 

21 

3.254,052 

670.326 

17 

599.675 

15 

3,923,425 

1,113.063 

23 

1.059.660 

22 

4,810,061 

1,113,361 

25 

673,963 

15 

4.453,253 

Total    ..35.806,374         61     11.057,156         19     11,519,197         20     58,382,727 

"Foreign  ships  are  rapidly  regaining  control  of  our  im- 
port trade.  In  July,  1920,  they  carried  only  36  per  cent  of  the 
total,  while  in  July,  1921,  they  carried  54  per  cent,  an  increase 
of  18  per  cent.  During  the  same  period  American  independent 
vessels  increased  their  percentage  from  32  to  36,  while  the  Ship- 
ping Board  lost  22  per  cent.  Shipping  Board  vessels  handled 
only  86,788  tons  of  imports  (10  per  cent  of  the  total)  in  July, 
1921 — a  record  low  figure- — and  only  one-sixth  of  the  total  car- 
ried in  July,  1920. 


United  States 
independent 
Per 
Long  tons  cent 


Forelg 

Months    Long  tons 
1920 
July    fiOS.OOS 

n 
Per 
cent 

36 
40 
42 
48 
42 
34 

51 
46 
42 
49 
48 
52 
54 

August    .  .  . 
September 
October    .  . 
November 
December 

1921 
January    .  . 
February    . 

.    700.838 
.    723.999 
.1,082,358 
.    899,091 
.    703,834 

.    641,671 
.     516.063 
fiSS  22fi 

April          730164 

May     647,358 

June    524,785 

July                      442  885 

531.382 
571.S04 
530.295 
802.071! 
892,268 
1,074,812 


397,585 

3i",.3r,5 

597,712 
548,967 
516.362 
364.633 


32 
33 
31 
36 
41 
52 


31 
33 
38 
36 
38 
36 
36 


BY  AMERICAN  AND 
1  (EXCLUDING  OIL) 
United  States 

Shipping  Board 

Per 

Total,  in 

Long  tons 

cent 

long  tons 

546,707 

32 

1.686.097 

482.676 

27 

1.755,318 

458.435 

27 

1.712,729 

359.175 

16 

2.244.209 

363,406 

17 

2,154.765 

298,440 

14 

2,077,086 

230.809 

18 

1,270.065 

226.832 

21 

1.098.250 

307,108 

20 

1.560.046 

226.580 

15 

1,505,711 

196,751 

14 

1,360.471 

127,204 

12 

1.016.622 

86.788 

10 

830.031 

Total   8,876,280         44       7,484,209         37       3,910,911         19     20,271,400 

"While  the  volume  of  exports  in  June  and  July,  1921,  was 
the  largest  of  the  year  and  compared  favorably  with  the  volume 
in  the  summer  of  1920,  imports  in  July,  1921,  were  less  than 
half  the  total  for  July,  1920,  and  only  about  one-third  those  for 
the  record  month  of  October,  1920." 


NEW  POSTAL  TREATIES 

The  Traffic   World   Washington  Bureau 

The  United  States  delegates  to  the  Pan-American  Congress 
at  Buenos  Aires,  O.  K.  Davis,  Secretary  to  the  National  Foreign 
Trade  Council,  and  Edwin  Sands,  Superintendent  Division  of 
Foreign  Mails,  have  returned  and  made  their  report  to  Post- 
master-General Hays. 

Two  postal  treaties  were  negotiated  at  the  congress  in 
which  the  United  States  is  interested.  One  deals  with  letters, 
postal  cards,  printed  matter  of  all  kinds,  commercial  papers 
and  samples.  The  other  relates  to  parcels  post. 

These  conventions  must  be  ratified  in  the  various  coun- 
tries, and  when  ratified  will  abrogate  all  former  conventions 
made  with  the  Pan-American  countries.  They  are  to  go  into 
effect  January  1,  1923,  but  countries  that  have  ratified  them 
before  that  date  may  put  them  into  effect  among  themselves 
at  once.  In  the  United  States  ratification  is  effected  under  the 
law  by  the  signature  to  the  treaty  by  the  Postmaster-General 
and  its  approval  by  the  President. 

The  first  treaty  established  a  fundamental  principle — the 
right  of  each  country  to  put  into  effect  in  its  international 
service,  either  its  domestic  rates  or  such  other  rates  as  it  may 
see  fit.  But  there  is  a  significant  limitation  on  this  right.  This 
is  that  the  Pan-American  rate  can  never  be  more  than  one-half 
as  much  as  the  maximum  rate  established  by  the  Universal 
Postal  Convention.  Inasmuch  as  the  Universal  Postal  Conven- 
tion has  established  the  rate  of  lOc  on  letters,  effective  January 
1,  1922,  the  ratification  of  this  Pan-American  treaty  means 
that  in  our  service  with  all  of  the  other  Pan-American  countries 


our  rate  cannot  be  more  than  6e  on  letters.  At  the  same  time 
the  United  States  has  the  right  to  put  Its  domestic  rates  into 
effect  In  Its  Pan-American  service  as  soon  after  the  ratification 
of  the  treaty  as  it  sees  fit  to  do  so. 

The  parcels  post  treaty  represents  an  advance  In  postal 
relations  with  all  the  other  American  republics  by  providing 
one  uniform,  simple  system  for  all  Pan-American  countries  In 
place  of  the  19  separate  and  varying  systems  now  In  force 
between  the  United  States  and  the  other  Pan-American  coun- 
tries. 

A  great  deal  of  difficulty  has  been  encountered  in  sending 
parcels  post  from  the  United  States  to  some  of  the  Latin 
American  countries.  The  chief  difficulty  has  been  so  many  dif- 
ferent charges  and  the  amount  of  charges  collected  from  the 
addressee  of  parcels  in  those  countries  and  a  great  deal  In  the 
delivery  of  parcels. 

The  parcels  post  treaty  signed  by  the  United  States  dele- 
gates at  Buenos  Aires  seeks  to  avoid  these  difficulties  by  con- 

POSITIONS  WANTED  OR  QFEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  setting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion.  Jl.OO  per 
line,  minimum  charge,  $3.00:  succeeding  Insertions,  per  line,  BOc: 
words  to  the  line:  numbers  and  abbreviations  counted  as  words; 
6  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
T  \vr»r>|.p  ne  South  VnrVrt  Ptreot  rhlnnpo.  III. 


POSITION  WANTED—  As  Chief  Clerk,  correspondent  to  official 
or  claim  agent.  Age  forty,  married  fifteen  years'  railroad  local 
freight,  general  transportation,  general  claim  office  experience.  Now 
with  latter.  Object,  future.  Answer  M.  G..  Traffic  World,  Chicago. 

SITUATION  WANTED  —  Young  man,  25  years  of  age,  desires 
permanent  position  in  trafllc  department  of  industrial  concern.  Gram- 
mar school  and  college  graduate:  eight  years'  rate  experience.  Ad- 
dress O.  H.  N.  393.  Traffic  World.  Chicatro. 

WANTED  —  Industrial  trallic  position,  by  capable  married  man,  age 
thirty.  Twelve  years'  railroad  experience,  rates,  claims,  etc.  Western 
territory  preferred.  Address  .1.  M.  R..  Traffic  World.  Chicago. 

FOR  SALE  —  Baxter  Charcoal  Car  Heaters.  John  Gund  Brewing 
Co..  lacrosse.  Wis. 

Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping:?—  to  reap 
reater  benefit   from  the  interstate  commerce  rulings?  —  to 
handle  more  advantageously  the  problems  that  come  up  in 
domestic  and  foreign  traffic?      Then  investigate  the  LaSalle  Problem 
Method  of  home-study  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  out  how  this  course  can  auiit 
vou  to  better   knowledge  of  traffic  management   by  riving  yon 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities and   traffic  executive!.     Write   for  catalog   and 
low  cost  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  1095-TB     CHICAGO,  Illinois 

fttf  I  ttnfti  RutiitM»Trtn*inO  /n»M    (><wi  in  thr  It  or/.? 


FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT  ? 


If  so,  let  us  figure  your!  aid-down  cost.     If  not.  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

Aohia  'xorviro  Pninnanv     A-  c-  SHERRARD,  Manager 

Aeina  oernce  company,  Sie.m.hiP  Ag«ni.,  CMIWU  •*•»  Forwirdm, 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 
Agents  Throughout  the  World. 
New  York       Boston       Philadelphia        Baltimore 


Phone  Harrison  1048 
New  Orleans       Seattle       San  Francisco 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE    POSSESSION    WHEN    NEXT    IN    WASHINGTON 
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solidating  all  the  charges,  except  customs  duties,  that  may  be 
collected  from  the  addressee  of  parcels,  and  limiting  the  con- 
solidated charge  to  lOc  in  gold.  Customs  duties  must,  of  course, 
be  paid  by  the  addressee  according  to  the  tariff  law  of  the  coun- 
try of  destination.  No  postal  congress  would  have  authority 
to  change  that  situation. 

The  report  of  the  United  States  delegates  says: 

It  should  be  pointed  out  here,  further,  that  another  substantial 
part  of  the  difficulties  now  operating  against  a  successful  parcels 
post  with  Latin-America  arises  out  of  the  ignorance  of  or  indif- 
ference to  plain  provisions  of  the  United  States  postal  regulations 
on  the  part  of  senders  of  parcels  post  packages  in  the  United  States. 
It  is  quite  safe  to  say  that  of  the  many  hundreds  of  parcels  post 
shipments  unclaimed  or  rejected  by  the  addressees  in  Latin-America 
a  substantial  majority  were  mailable  in  one  or  other  class  of  the 
regular  mails  without  being  subjected  to  the  difficulties  attaching 
to  parcels  post  shipments.  These  difficulties,  which  now  give  rise 
to  a  great  part  of  the  complaint  against  the  present  parcels  post 
with  Latin-American  countries,  are  easily  avoidable  if  only  senders 
of  parcels  post  packages  from  the  United  States  will  give  ordinary 
intelligent  study  to  the  possibilities  of  the  United  States  mail 
service  to  foreign  countries  and  take  ordinarily  intelligent  advantage 
of  opportunities  freely  offered  them.  It  is  not .  necessary  to  make 
a  shipment  by  parcels  post  simply  because  it  is  a  package.  Many 
kinds  of  packages  are  readily  admissible  to  the  regular  mails,  and 
if  sent  in  such  way,  avoid  the  oftentimes  unpleasant  treatment  ac- 
corded to  shipments  by  parcels  post. 

The  two  conventions — Principal  and  Parcels  Post — which  are  the 
chief  work  of  the  Buenos  Aires  Congress,  are  a  concrete  evidence 
of  the  desire  of  the  nineteen  American  republics  there  represented 
to  bring  about  a  closer  co-operation  among  themselves  and  to  im- 
prove their  commercial  relations  through  a  systematized  simplifica- 
tion and  improvement  of  their  postal  services.  It  is  fundamental  that 
whatever  genuinely  improves  the  means  of  communication  between 
nations  and  peoples,  makes  for  the  advancement  of  civilization  What- 
ever helps  to  improve  the  comfort,  the  satisfaction,  the  scope  of 
life  of  nations  and  peoples  is  bound  inevitably  to  assist  in  the  devel- 
opment of  their  international  commerce.  The  fulfillment  of  these 
purposes  was  the  steady  effort  of  the  United  States  delegation  at 
Buenos  Aires.  We  believe  these  two  go  as  far  as  any  postal  con- 
vention can  go  in  affording  opportunity  for  the  accomplishment  of 
this  improvement  in  communications  and  in  commercial  relations 
and  fully  justify  the  United  States  in  being  represented  at  the  First 
Pan-American  Postal  Congress  and  in  assuming  whatever  obligations 
may  devolve  upon  them,  from  the  ratification  and  execution  of  these 
conventions.  We  believe  that  an  opening  has  been  made  here  which 
if  followed  up  wisely  in  the  various  other  ways  for  which  there  is 
opportunity,  will  certainly  bring  the  different  republics  of  South 
Central  and  North  America  much  closer  together  and  much  improve 
their  general  international  relations. 

The  Buenos  Aires  Congress  adopted  the  United  States  dol- 
lar as  the  unit  for  the  Pan-American  service. 


SHIPPING  BOARD  TO  ADVERTISE 

The  Traffic  World   Washington  Bureau 

The  United  States  Shipping  Board  Emergency  Fleet  Cor- 
poration has  authorized  the  following  announcement: 

"Inauguration  of  an  extensive  advertising  compaign  of 
American  passenger  lines  operating  United  States  Shipping 
Board  vessels  was  approved  by  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  when  it  appropriated,  pro- 
visionally, the  sum  of  $900,000  for  this  purpose. 

"The  appropriation  made  by  the  trustees  is,  therefore,  a 
tentative  one.  The  expenditure  of  the  entire  amount  will  de- 
pend upon  developments.  An  accurate  record  will  be  kept  of 
the  results  of  each  advertisement,  after  the  manner  of  com- 
mercial advertising,  and  the  sum  spent  will  be  subject  to  revi- 
sion in  accordance  with  the  returns.  The  progress  of  the  cam- 
paign will  be  reviewed  monthly  by  the  board  of  trustees  of  the 
Emergency  Fleet  Corporation. 

"There  are  at  present  four  lines  affected  by  this  enterprise. 
They  are  operating  twenty-three  government-owned  passenger 
steamers,  which  are  scheduled  to  make  141  round  voyages  in 
the  next  twelve  months. 

"Advertising  men  will  be  interested  to  know  that  in  order 
to  repay  the  appropriation  to  the  government  only  one  thousand 
additional  decisions  to  travel  abroad  will  have  to  be  created 
by  the  Fleet  Corporation  during  the  coming  year.  This  is  at 
the  rate  of  one  decision  to  a  city  of  100,000  people. 

"The  decision  to  institute  this  advertising  campaign  was 
reached  after  an  intensive  investigation  of  its  necessity.  The 
belief  that  it  would  prove  a  profitable  investment,  and  the  real- 
ization that  it  was  a  most  important  step  in  assisting  these  lines 
to  be  successfully  operated,  coupled  with  the  policy  of  the  United 
States  Shipping  Board  to  restore  the  American  flag  to  a  high 
position  on  the  seas,  had  a  material  effect  in  convincing  the 
trustees  of  the  Fleet  Corporation  that  their  action  was  wholly 
warranted.  It  was  demonstrated  that  this  campaign  had  many 
advantages.  It  will  enlighten  the  American  public  on  the  fact 
that  these  American  passenger  steamers,  especially  as  to  cabin 
accommodations,  have  been  built  to  a  new  standard  of  comfort 
and  luxury,  such  as  Americans  demand  from  their  best  hotels. 

"Through  the  advertisements  it  is  expected  to  create  a  new 
group  of  trans-oceanic  travelers.  The  wording  of  the  advertise- 
ments will  be  specific  rather  than  general  in  character  and 
they  will  contain  information  of  value  both  to  business  men  and 
women  and  to  tourists.  For  instance,  it  will  bring  to  the  atten- 
tion of  the  American  traveler  the  fact  that  there  is  an  American 
line  in  operation  to  South  America,  one  of  whose  steamers  has 


cut  down  the  time  consumed  in  a  voyage  to  Rio  de  Janeiro  to 
eleven  days  and  two  hourls,  and  to  Buenos  Aires  to  fifteen  days 
and  seventeen  hours,  and  that  another  American  passenger  ves- 
sel has  broken  all  records  for  crossing  the  Pacific. 

"The  trustees  felt  that  when  these  conditions  are  made 
known,  through  this  advertising  medium,  the  returns  will  in- 
crease travel  under  the  American  i.ag  and  correspondingly  bring 
in  greater  financial  results. 

"The  appropriation  was  made  for  the  sake  of  saving  money. 
The  difference  between  running  ships  at  a  loss  and  running 
them  at  a  profit  frequently  means  just  a  few  additional  pas- 
sengers, and  it  is  the  confident  belief  of  the  trustees  that  when 
the  public  knows  the  facts  about  these  American  ships  they 
will  use  them  more  freely  than  in  the  past  and  give  them  pref- 
erence. 

"The  Emergency  Fleet  Corporation  is  preparing  literature  at 
the  present  time  to  make  trans-oceanic  travel  easy.  It  will 
contain  official  government  information  regarding  passports,  in- 
come tax  requirements  for  traveling,  and  other  vital  data. 
Through  the  help  of  this  pulicity  the  farmer  of  Kansas  will  find 
it  as  simple  to  reach  Europe  or  the  Orient  as  the  citizen  who 
lives  in  a  seaport  town  or  city." 

FLEET  CORPORATION  INVENTORY 

The   Traffic    World    Washington  Llurcau 

The  Emergency  Fleet  Corporation  has  completed  an  in- 
ventory of  the  property  under  its  control,  with  the  exception 
of  completed  ships,  housing,  and  railroad  facilities,  which  shows 
a  cost  value  of  $389,780,000. 

Surplus  materials  and  supplies,  which  cost  approximately 
$125,000,000  and  which  have  been  appraised  at  $35,000,000,  will 
be  sold  by  the  Fleet  Corporation.  An  appraised  value  has  been 
placed  on  only  part  of  the  property  controlled  by  the  board  SD 
that  the  total  appraised  value  of  the  property,  which  cost 
$389,780,000,  has  not  been  given. 

In  announcing  the  proposed  sale  of  the  surplus  materials 
and  supplies,  President  Powell  of  the  Fleet  Corporation  said: 

"The  Emergency  Fleet  Corporation  has  completed  its  study 
of  the  surplus  materials  and  supplies  which  were  left  over  from 
its  war  activities  and  has  had  a  complete  inventory  and  ap- 
praisal made  of  all  of  this  material  and  has  now  authorized  the 
removal  of  all  restrictions  placed  on  the  sale  of  general  materials 
and  supplies.  This  does  not  include  ships,  plans,  dry  docks  and 
housing  and  transportation  projects,  each  of  which  is  now  being 
carefully  analyzed  with  the  view  of  adopting  definite  policies 
looking  toward  tneir  disposal. 

"The  manager  of  the  material  sales  division  is  now  prepar- 
ing instructions  to  the  various  storehouses  at  which  this  ma- 
terial is  stored  covering  the  methods  to  be  followed  in  conduct- 
ing sales. 

"The  aim  of  the  Corporation,  in  outlining  its  policy,  has 
been  to  remove  all  restrictions  and  limitations  which  have 
tended  to  make  difficult  the  purchase  of  government-owned  sup- 
plies by  the  general  public,  corporations,  or  others  not  thoroughly 
familiar  with  usual  governmental  requirements.  Each  of  the 
district  directors  of  sales  will  be  authorized  to  make  cash  sales 
of  property  in  amounts  not  exceeding  $5,000  and  we  intend  to 
make  it  just  as  easy  to  purchase  from  one  of  the  Fleet  Corpora- 
tion's stores  in  quantities  not  exceeding  this  amount  as  it  is 
from  the  usual  corner  grocery  store.  Where  the  materials  run 
into  values  greater  than  $5,000,  approval  by  the  manager  of 
the  material  sales  division,  located  in  Washington,  will  be 
necessary,  but  the  organization  will  be  such  as  to  permit  im- 
mediate action  on  such  purchases. 

"In  developing  the  policy  of  sales,  the  Fleet  Corporation  has 
made  provision  not  only  for  sales  to  the  public  but  for  transfer 
to  other  government  departments  along  the  lines  laid  down 
by  General  Dawes,  for  in  transfers  of  this  character  the  amount 
of  the  sale  is  returned  to  the  treasury,  and,  in  addition,  the 
government  is  saved  the  difference  between  the  'sale  value  and 
the  price  that  the  purchasing  department  would  have  to  pay 
if  it  went  into  the  open  market  to  meet  its  needs. 

"The  following  locations  have  been  designated  as  the  head- 
quarters of  the  districts  in  which  the  country  has  been  divided 
for  the  purpose  of  facilitating  sales  of  the  corporation's  surplus 
property  and  these  storehouses  will  be  organized  to  make  cash 
sales  and  to  facilitate  the  disposal  of  the  more  valuable  supplies: 

District,  Northeastern;  headquarters,  Wilson  1'oiiu  Wan-house, 
South  Norwalk,  Conn.:  director  of  sales,  J.  T.  Eason. 

District,  Eastern;  headquarters,  Hog  Island,  Pa.;  director  of 
sales,  G.  S.  Watt. 

District,  Central;  headquarters,  1819  West  39th  street,  Chi- 
cago, 111.;  director  of  sales,  W.  J.  Leonard. 

District,  Southern:  headquarters,  U.  S.  Shipping  Board  W;i  i •< •- 
house,  3901  Carrollton  avenue,  New  Orleans,  La.;  director  of  sales, 
H.  R.  Dillingham. 

District,  Southern  Pacific;  headquarters,  U.  S.  Shipping  Board 
Warehouse,  Alameda,  Cal.;  .director  of  sales,  13.  H.  Meisenbach. 

District,  Oregon;  headquarters,  U.  S.  Shipping  Board  Wan-- 
house. St.  Johns,  Portland,  Ore.:  director  of  sales.  T.  G.  Baird. 

District.  Northern  Pacific;  headquarters,  U.  S.  Shipping  Board 
Warehouse,  Tacoma,  Wash.;  director  of  sales,  R.  D.  Caney. 

"The  cost  of  the   material   that  will  be  sold  under  this  an- 


Orlo INT   ill!.    l!li:i 


THE    TRAFFIC     WORLD 


845 


I  W. Kill  I   riAPFIC 
REPBQOK 


FREIGHT  TRAFFIC  RED  BOOK 

A  PRACTICAL  Reference  Book  for  Those  Actively  Engaged  in  Traffic  Work,  An  Everyday  Guide  for  the  Shipper 

1922  EDITION 

NOW  READY  FOR  DISTRIBUTION 

COMPLETELY  REVISED  AND  ENLARGED  including  additional  section*  on  Routing, 
Express  and  Governmental  Regulation  of  Common  Carrier!. 

UNDER  ONE  COVER 


m  i 


1    TRAFFIC    GLOSSARY    of    over     1000    Traffic    Terms. 
*  •  Phrases  and  Abbreviations. 

2   THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates, 
•  Rate  Territories.  Rate  Bases,  Freight  Classification,  Freight 
Tariffs,  Freight  Claims,  Diversion  and  Reconsignment,  Rout- 
ing, Lighterage,  Switching,   Demurrage,  Weights  and  Weigh- 
ing, Export  and  Import  Traffic,  flic. 


3    ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
•  sion's  Rules  Relating  to  Railroad  and  Steamship  Trans- 
portation. 

A    AN    APPENDIX    including    Reproductions    of  Standard 
*•  Traffic  Forms,  List  of  Tariff  Publishing  Agents  and  Miscel- 
laneous Tables. 
WITH    A    COMPLETE    CROSS-REFERENCE    INDEX. 


Size  8x11  Inches. 
494  Paget 


Place  your  order  now.      $6.00  postpaid. 

THE  TRAFFIC  PUBLISHING  COMPANY,  150  Lafayette  St.,  New  York,  N.  Y. 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and   Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


Freight  and  Express  Claims 

Against  Common  Carriers 

FOR 

Loss,  Damage,  Injury,  and  Delay 

Can  be  turned  into  cash 


Have  you  suffered  from  the  present  acute  car  shortage? 
Carriers  must  foresee  conditions  and  provide  adequate 
equipme'nt  to  take  care  of  all  shipments  offered  them 
for  transportation;  their  failure  to  do  this  does  not  re- 
lease them  from  liability.  All  loss  and  damage  caused 
by  failure  to  supply  cars  is  collectable  and  we  are  in  a 
position  to  do  this  for  you. 


The  Aard  Agency 

Freight  and  Express  Claim  Collection  Dept. 
J.  V.  DeLANEY,  Attorney  in  Charge 


CHICAGO  REFERENCES: 

Foreman  Brothers  Bank 
Central  Trust  Company 
Denney  &  Company 
Crutchfield,  Woolfolk  &  Clore 
F.  E.  Nellis  &  Company 
M.  Piowaty  &  Sons 
S.  T.  Fish  &  Company 


808  Westminster  Bldg. 
110  So.  Dearborn  St. 
Chicago,  Illinois 


lerce 
Arrow 

The  most  powerful  truck  built 

The  Fierce-Arrow  Motor  Car  Company,  Buffalo,  N.  Y. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  this  new  big  pay  field  now !  The  traffic  director  of  a  Detroit 
concern  earns  $19,500  a  year — a  Cleveland  traffic  man  receives  124,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  12,500  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  these 
big  pay  jobs  T 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  yon  have  qualified  we  assist  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  Bend  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundred*  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  bow  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  210-D  4043  Drexel  Blvd.,  Chicago,  111. 
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thority  was  approximately  $125,000,000  and  its  present  appraised 
ralue  is  approximately  $35,000,000. 

"The  northeastern  district  includes  th»  following  state*: 
Maine,  New  Hampshire,  Vermont,  Massachusetts,  Rhode  Island, 
Connecticut,  New  York,  and  that  portion  of  New  Jersey  lying 
north  of  and  excluding  Trenton,  and  Eastern  Canada.  The  east- 
ern district  includes:  Pennsylvania,  that  portion  of  New  Jersey 
lying  south  of  and  including  Trenton,  Maryland,  West  Virginia, 
Delaware,  Virginia  and  North  Carolina.  The  central  district 
includes:  Ohio,  Indiana,  Kentucky,  Illinois,  Michigan,  Wisconsin, 
Minnesota,  Iowa,  Missouri,  Kansas,  Nebraska,  South  Dakota, 
North  Dakota,  Wyoming  and  Colorado.  The  southern  district 
includes:  South  Carolina,  Georgia,  Florida,  Alabama,  Tennessee, 
Mississippi,  Arkansas,  Louisiana,  Oklahoma,  Texas,  and  New 
Mexico.  The  southern  Pacific  district  includes:  California, 
Nevada,  Utah  and  Arizona.  The  Oregon  district  includes: 
Oregon,  Idaho  and  Montana.  The  northern  Pacific  district  in- 
cludes: Washington  and  points  in  western  Canada. 


FLEET  CORPORATION  PERSONNEL 

The   Traffic   World   Washington  Bureau 

"The  reduction  of  personnel  in  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  has  not  ceased,"  President 
Powell  said  Oct.  19.  "Retrenchments  will  continue,  and  the 
present  Washington  office  force  will  be  further  reduced,  although 
transfer  of  offices  now  located  in  other  cities  will  add  to  the 
number  of  employes  in  the  Corporation's  Washington  office.- 

"On  June  13  there  were  8,325  persons  employed  by  the 
United  States  Shipping  Board  and  Emergency  Fleet  Corporation, 
with  annual  salaries  of  $15,871,200.  This  activity  of  the  Board 
was  organized  into  eight  departments,  which  in  turn  were  sub- 
divided into  thirty-two  divisions,  each  group  being  assigned  to 
one  of  the  vice-presidents  or  to  one  of  the  assistants  to  the 
chairman. 

"Immediately  thereafter  steps  were  taken  to  reduce  the 
number  of  employes  to  meet  the  conditions  brought  about  by 
the  increased  tie-up  of  ships.  The  overhead  expense  has  grad- 
ually decreased  since  June  15  until  the  personnel  of  the  Fleet 
Corporation  on  October  14  numbered  5,661,  with  annual  sal- 
aries of  $11,829,638;  these  figures  including,  however,  those 
carried  on  accrued  leave  and  separations  ordered. 

"In  Washington  headquarters  on  June  15  there  were  2,094 
employes,  with  annual  salaries  of  $4,009,770.  At  the  present 
time  this  force  numbers  1,625,  with  an  annual  payroll  of  $3,- 
816.E80.  The  comptroller's  department  has  received  the  largest 
cut  of  all.  There  are  in  this  branch  of  the  service  now  1,750 
employes,  as  against  3,086  on  June  15.  There  have  been  trans- 
ferred for  temporary  duty  to  the  Washington  office  126  em- 
ployes to  assist  in  closing  up  work  ordered  discontinued  in 
the  field  offices.  Parallel  reductions  of  from  20  to  40  per  cent 
have  been  ordered  in  the  field  and  foreign  offices,  and  specified 
port  organizations  in  the  Near  East  and  in  European  waters 
have  been  ordered  abolished. 

"There  is  no  truth  in  the  report  that  additions  to  the  rolls 
will  be  made  to  replace  those  dropped.  In  most  instances  the 
positions  themselves  have  been  abolished,  where  employes 
have  been  separated,  and  only  a  small  technical  personnel  has 
been  added  when  absolutely  necessary  for  the  proper  function- 
ing of  the  new  activities  caused  by  reorganization." 


FLEET  CORPORATION  CONSOLIDATION 

The  Tragic   World   Washington  Bureau 

By  an  arrangement  with  Attorney-General  Daugherty,  the  work 
in  the  New  York  district  office,  which  has  been  divided  between 
the  United  States  district  attorney  and  the  law  division  of  the 
Emergency  Fleet  Corporation,  is  to  be  consolidated.  Heretofore, 
in  the  New  York  office,  the  United  States  District-Attorney,  Wil- 
liam Hayward,  has  had  two  trial  lawyers  and  two  assistants, 
while  the  admiralty  division  of  the  board  was  represented  by 
three  assistants.  The  district-attorney's  office  tried  the  cases 
and  the  board  prepared  them,  which  led  to  confusion.  The  Ship- 
ping Board  did  not  have  the  right  to  start  or  defend  suits  in 
admiralty  or  civil  courts  in  New  York. 

Elmer  Schlesinger,  general  counsel  of  the  Shipping  Board, 
took  the  matter  up  with  Attorney-General  Daugherty  and  Dis- 
trict-Attorney Hayward  and,  as  a  result  of  the  conference,  the 
law  division  of  the  board  has  taken  over  the  force  of  the  district- 
attorney's  office  and  has  added  three  trial  lawyers,  Horace  M. 
Gray.  Ralph  B.  Romaine  and  Anthony  M.  Menkel. 

The  board  is  still  looking  for  a  head  of  the  admiralty  division 
in  New  York. 

The  civil  cases  in  the  New  York  district  have  been  under 
the  direct  supervision  of  the  district  attorney,  whose  offices  are 
in  the  old  post  office  building.  The  district  counsel  of  the  Ship- 
ping Board,  Benn  Barber,  assisted  the  district  attorney  in  the 
preparation  of  these  cases. 

John  E.  Walker,  who  handled  the  principal  civil  cases  for 
the  district  attorney,  has  been  transferred  to  the  payrolls  of  the 
law  division  and  he,  together  with  attorneys  in  the  office  of 
the  district  counsel,  will  from  now  on  handle  all  civil  litigation 
in  the  northeastern  district,  which  includes  New  York,  New 
Jersey  and  the  New  England  states. 

The  admiralty  district  will  include  the  federal  district  of 
New  Jersey  and  the  southern  and  eastern  districts  of  New  York. 

This  consolidation  will  greatly  cut  down  the  routine  and 
duplication  of  work  and  will  expedite  the  handling  of  the  twelve 
hundred  docketed  admiralty  cases  and  the  five  hundred  civil 
cases. 


USE  OF  VESSELS  IN  STRIKE 

The  Traffic   World   Washington  Bureau 

The  following  statement  was  issued  from  the  office  of  the 
director  of  the  division  of  information,  United  States  Shipping 
Board  Emergency  Fleet  Corporation: 

No  action  was  taken,  officially,  today  (October  17)  by  either 
the  United  States  Shipping  Board  or  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  to  form  or  discuss  plans 
for  using  government  vessels  in  the  event  of  a  general  railroad 
strike. 

A.  D.  Lasker,  chairman  of  the  board,  stated  that  the  matter 
had  not  been  discussed  officially  or  unofficially  by  the  members 
of  the  board,  and  that  no  request  had  been  made  for  them  to 
act  or  to  furnish  any  information. 

Joseph  W.  Powell,  president  of  the  Emergency  Fleet  Cor- 
poration, declared  the  subject  was  not  discussed,  formally  or 
informally,  at  the  meeting  of  the  trustees  this  morning,  nor 
had  he  been  advised  to  furnish  any  data  as  to  what  the  fleet 
could  do  in  case  of  emergency. 

A.  J.  Frey.  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, in  charge  of  operations,  said  the  fleet  could  turn  over  twenty- 
five  oil-burning  ships  a  day,  for  ten  days,  in  the  event  that  their 
use  was  desired  immediately.  He  added  that  there  would  be 
no  difficulty  in  obtaining  crews  for  these  vessels,  owing  to  the 
number  of  seamen  who  were  out  of  employment  on  account  of 
the  tie-up  of  these  ships;  and,  further,  that  the  men,  employed 
on  the  laid-up  vessels,  would  form  a  potential  nucleus  in  manning 
any  such  boats  as  were  at  once  pressed  into  service,  as  many 
of  them  are  licensed. 


SERVICE  TO  WEST  AFRICA 

The   Traffic   World   Washington  Bureau 

Improvement  of  the  service  maintained  by  A.  H.  Bull  &  Co. 
between  New  York  and  West  African  ports  was  considered  this 
week  at  a  conference  between  representatives  of  the  line  and 
Vice-President  Love  of  the  Emergency  Fleet  Corporation.  Mr. 
Love  said  the  needs  of  the  trade  were  being  studied,  and  that 
as  quickly  as  traffic  conditions  justified  it,  the  service  would 
be  increased.  The  Bull  line  has  in  operation  a  monthly  service 
to  the  West  African  ports. 


WAGES  OF  SEAMEN 

E.  S.  Gregg,  chief  of  the  transportation  division  of  the 
Bureau  of  Foreign  and  Domestic  Commerce,  has  made  a  com- 
pilation showing  that  the  wages  of  the  crew  for  a  7.500  dead- 
weight ton  coal-burning  steamer  are  50  per  cent  greater  for  an 
American  than  for  a  British  vessel,  with  the  pound  sterling 
converted  at  $3.73. 

"Not  only  are  the  wages  per  man  higher,  but  a  larger  num- 
ber are  used,"  said  he,  "particularly  in  the  engine  room,  which, 
for  the  American  vessel,  is  based  upon  the  wage  agreement 
effective  since  May  1,  1921,  and  for  the  British  vessel  upon  the 
scale  in  use  during  July,  1921.  Wages  make  up  about  one-sixth 
of  the  total  operating  costs  of  an  American  vessel,  with  16% 
per  cent  fixed  charges  based  on  a  $50  per  ton  valuation." 


NEW  FLEET  CORPORATION  TREASURER 

Maj.  T.  L.  Clear,  who  was  recently  appointe'd  Treasurer  of 
the  United  States  Shipping  Board  Emergency  Fleet  Corporation, 
has  entered  on  his  new  duties.  He  will  not  take  active  charge 
until  November,  owing  to  the  magnitude  of  the  work  involved 
in  turn'ng  over  to  his  control  the  various  offices  of  this  depart- 
ment throughout  the  United  States.  Major  Clear  was  born  in 
Washington.  During  the  eleven  years  he  was  connected  with 
the  Panama  Canal  Commission  he  achieved  a  reputation  for 
having  put  the  financial  operation  of  the  canal  on  a  commercial 
basis.  He  joined  the  army  August  28,  1917,  and  was  commis- 
sioned a  major  in  the  Inspector  General's  Department.  He 
served  overseas  exclusively  and  was  connected  with  the  financial 
operations  of  the  army  in  Europe.  His  resignation  from  the 
army  took  effect  October  8,  1921. 


SHIPPING    BOARD   HEARING 

The  Shipping  Board  will  hold  a  hearing  November  14  on 
the  question  of  allocating  the  new  cargo-passenger  steamers 
owned  by  the  board.  There  are  seven  502-foot  vessels  and  six- 
teen 535-foot  vessels  of  the  class  mentioned.  Some  of  these 
have  been  allocated  permanently  and  some  temporarily. 
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The  K  ansas  City  S  outhern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


KANSAS* 


0      U       R         I      ' 


S1PITTSBURG 


QULFTON 

OOPMN 
NEO'SHO 

LK/  SPRINGS 
SULPHUR    SPRINGS 


•WSILOAM    SPRINGS 


Muskoqee 

Oklahoma  SPIRO 

L/it 


COAL  CR. 
PANAMA 

POINT 
POTEAU 

OWE    c  * 


XARKANA 

LEWT5 

cAboo 


MOORINGSPORT 
6A\S     CENTER 


PICKERING 

L 


rt  Bolivar 

Gulf      of      Mexicd 


.GALVESTO 

RAND  MoNALLV  4  CO 


Note  carefully  the  large  distributing  territory  we 
reach  and  the  service  we  are  offering  with  our  Three 
Fast  Through  Manifest  trains  leaving  Kansas  City 
each  day,  as  shown  in  last  issue  of  Traffic  World. 

INCREASE  YOUR   BUSINESS 

BY  USING  THIS  LINE 
Short  Line  to  Mexia-Groesbeck  Oil  Fields 

ROUTE  YOUR  TRAFFIC  CARE 
The  Kansas  City  Southern  Ry. 

WE  WILL  DO  THE  REST 


H.  A.  WEAVER,  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice-Pres. 
Kansas  City,  Mo. 


NITED  AMERICAN 

JLINES,  INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American 'Hawaiian  S.  5.  Co. 

INTERCOASTAL   SERVICE 

Between   New   York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland.  Seattle  and  Tacoma. 

Boston  Philm.  New  York 

8.8.  KENTUCKIAN    Oct.  22  Oct.  27 

8.8.  DAKOTAN    Oct.  29  Nor.    1 

8.8.  VIRGINIAN     NOT.    t  NUT.  19 

8.S.  M1NNESOTAN    NOT.  12           NOT.  17 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and   Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports. 


EUROPEAN  SERVICE 

V.  8.  Pacific  Coast  Ports  to  the  Principal  Port*  of  the  United 
Kingdom  and  Continent — Direct  Fort- 
nightly Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  IPSWICH    Oct.  22 

8.8.  'MOUNT  CLAY  ,  ...Oct.  27 

8.8.  MYSTIC   NOT.     S 

8.8.   'MOUNT   CARROLL    NOT.  10 

S.S.  fHANSA  NOT.  17 

•Carrie*  third-clau  passengers. 

tCabin  and  third-class  pa-  senders 

LOADING  PIER  86.  NORTH  RIVER 

PHILADELPHIA   TO  HAMBURG   AND  BREMEN 

8.8.  SUDBURY    (via    Baltimore   and   Norfolk) Nor.  If 

BOSTON  TO  HAMBURG  AND  BREMEN 

8.8.  CLARKSBURG    (via   Baltimore  and   Norfolk) NOT.     1 

S.S.  DEUTSCHFELD  (Hamburg  only — via  Baltimore). .. NOT.  2* 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

8.8.  CALLI8TO    (via    Norfolk) ...Oct.  2( 

8.8.  CLARKSBURG    (Tia    Norfolk) NOT.  1* 

8.8.  SUDBURY    (Tia    Norfolk) NOT.  24 

NORFOLK  AND  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

8.8.  CALLISTO     ,      ...Oct.  29 

8.8.  CLARKSBURG     ,  ...NOT.  12 

8.8.  SUDBURY    Nor.  21 

NEW  ORLEANS  TO  HAMBURG 

S.S.  ADALIA     Early  November 

Through  bills  of  lading  Tia  Hamburg  issued  to  all  Scandinariasi 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Dell,    Port    Swettenham.    Singapore.    Safari*. 
Samarang.   Soerabaya 

8.8.  CLEARWATER    Oct.  U 

Loading  Pier  21,  Pouch  Terminal,  Clifton.  8.  L 

NEW  YORK  TO  NORTH  AFRICA.  MALTA, 
EGYPT.  LEVANT,  RED  SEA  PORTS 

8.8.  CLEARWATER    ...Oct.  25 

Loading  Pier  21.  Pooch  Terminal.  Clifton.  8.  L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1*2* 

WESTERN    FREIGHT  OFFICE 
127  South  LaSalle  Street.  Chicago  Phone  Wabaih  41(1 

BRANCH   OFFICES 

40   Central    Street.   Boston  Phone   Fort    Hill    3M4 

Bourse   Bid*..   Philadelphia  Phone    Lombard   7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dimond  *  Co..  J10  Sansome  St..  San  Frandaea 
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COAL  REDUCTIONS  SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission,  in  I.  and  S.  No.  1425,  suspended  from  Oc- 
tober 25  and  later  dates  until  February  22,  j.^z2,  the  Alton, 
Kansas  City  Southern,  Missouri  Pacific,  Katy,  and  St.  Louis-San 
Francisco  tariffs,  making  reductions  of  28.5  cents  a  ton  on  soft 
coal,  lump  and  slack,  from  mines  in  Kansas,  Missouri,  Arkansas, 
and  Oklahoma,  and  on  slack  only  from  Springfield,  111.,  to  the  two 
Kansas  Cities  and  contiguous  points. 

Protests  by  the  Chicago  and  Alton  and  Missouri  Pacific, 
together  with  those  from  the  Central  Illinois  Coal  Traffic  Bureau, 
the  Southern  Illinois  Coal  Operators'  Association,  and  some 
other  organizations  caused  the  Commission  to  suspend  the  pro- 
posed reductions  pending  an  investigation.  Petitions  in  favor 
of  the  reductions  were  filed  by  the  Kansas  Public  Utilities  Com- 
mission and  the  Kansas  City  Chamber  of  Commerce.  The 
Kansas  commission  advocated  the  reduction  from  the  Kansas 
mines  only  on  the  ground  that  the  Kansas  operators  were  at  a 
disadvantage  in  comparison  with  their  competitors  in  the  Spring- 
field, 111.,  district,  because  they  operate  in  thin  veins. 

The  Missouri  Pacific  protest  was  based  on  the  ground  that 
reductions  to  the  two  Kansas  Cities  would  require  cuts  to  other 
Missouri  River  crossings  and  an  inroad  upon  its  revenues,  which 
it  felt  it  could  not  afford. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Production  of  soft  coal  continued  to  improve  during  the 
first  week  In  October,  and  for  the  first  time  since  January 
passed  the  nine-million-ton  mark,"  the  Geological  Survey  said 
in  its  current  weekly  report.  "The  total  output,  including  lig- 
nite, mine  fuel,  and  coal  coked  at  the  mine,  is  estimated  at 
9,105,000  net  tons.  When  compared  with  the  week  preceding 
this  was  an  increase  of  222,000  tons,  or  2.5  per  cent. 

"The  improvement  was  far  from  sufficient,  however,  to 
raise  production  to  normal  for  this  season  of  the  year.  In  the 
corresponding  week  of  1917  the  output  was  10,924,000  tons;  in 
1918  it  was  12,190,000;  in  1919,  over  11,880,000  tons,  and  in  1920 
about  12,103,000  tons.  With  industry  active  and  a  normal  ex- 
port business,  production  in  October  ordinarily  runs  at  least 
11,00,000  tons  a  week. 

"Final  reports  for  September  show  that  2,413,000  net  tons 
of  soft  coal  were  handled  at  tide  against  2,902,000  tons  in  August. 
The  principal  factor  contributing  to  the  decline  was  the  steady 
decrease  in  foreign  demand.  Of  the  total  dumped,  210,000  tons 
were  for  overseas  export,  a  decrease  from  the  August  figure 
of  228,000  tons  and  88  per  cent  less  than  in  June,  when  foreign 
demand  was  at  its  highest  point  for  the  year.  The  tonnage  for 
bunkering  purposes  declined  from  675,000  tons  in  August  to 
492,000  tons  in  September.  Shipments  to  New  England  totaled 
809,000  tons.  Cumulative  dumpings  during  the  first  nine  months 
of  1921  stand  at  29,512,000  net  tons,  against  38,953,000  tons  in 
1920. 

"Exports  of  soft  coal  from  Hampton  Roads  in  the  week 
ended  October  8  were  but  little  in  excess  of  the  low  weekly 
rate  which  prevailed  in  September.  Reports  show  that  a  total 
of  70,477  net  tons  were  dumped,  of  which  39,174  tons  were  cargo 
coal  and  31,303  tons  were  bunker  fuel.  The  tonnage  for  over- 
seas export— 39,174  tons— was  less  than  one-ninth  of  that  in 
June. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  was 
marked  by  a  sharp  increase  in  the  week  ended  October  9. 
According  to  reports  from  the  Ore  and  Coal  Exchange,  a  total 
of  752,652  net  tons  was  dumped,  an  increase  of  190,011  tons 
over  the  week  preceding.  Of  the  total  dumpings,  728,426  tons 
were  cargo  coal  and  24,226  tons  were  vessel  fuel.  Total  dump- 
ings in  the  corresponding  week  of  1920  were  985,568  tons. 

"The  cumulative  lake  dumpings  for  the  season  to  date 
stand  at  19,595,800  tons..  Because  of  the  slump  during  Septem- 
ber the  year  1921  is  now  nearly  four  and  a  half  million  tons 
behind  1918,  and  a  half-million  tons  behind  1919.  Compared 
with  1917,  however,  1921  is  over  two  million  tons  ahead. 

"The  all-rail  movement  of  coal  to  New  England  changed 
but  little  during  the  first  week  in  October.  Reports  from  the 
American  Railway  Association  show  that  3,065  cars  of  anthra- 
cite and  2,595  cars  of  bituminous  coal  were  forwarded  over  the 
Hudson.  Comparison  with  the  last  week  of  September  shows 
an  increase  of  452  and  a  decrease  of  281  cars,  respectively. 
Shipments  of  soft  coal  were  less  than  50  per  cent  of  those  in 
the  corresponding  week  last  year." 


MINERS  HEAR  FACTS  ON  COAL 

No  two  factors  are  doing  so  much  to  keep  the  cost  of  living 
up  and  to  retard  the  return  to  prosperous  business  conditions 
as  the  cost  of  fuel  and  the  cost  of  transportation,  according  to 
H.  N.  Taylor,  vice-president  of  the  Central  Coal  and  Coke  Com- 
pany, Kansas  City,  who  spoke  before  the  convention  of  the 
American  Mining  Congress,  in  Chicago,  October  19.  These  two 
factors  are  interdependent,  he  said,  and  are  controlled  by  the 


labor   unions,   whose   wage   demands   have   hindered   any   reduc- 
tion in  their  price.     He  said: 

During  the  war  period  coal  was  the  only  basic  industry  com- 
pletely controlled  by  government.  Five  times  the  contract  was 
adjusted  to  meet  the  demands  of  the  miners.  The  pyramided 
cost  of  these  advances  in  wages  is  estimated  to  be  $1,695,831,- 
160.40  on  bituminous  coal  produced  during  the  period  of  govern- 
ment control. 

The  peak  wage  was  reached  December  31.  1920,  and  the  con- 
tract in  force  under  the  award  of  the  President's  Commission 
will  add  $1,099,450,000.00  to  the  cost  of  coal  for  the  year  1921,  and 
will  continue  as  a  yearly  charge  so  long  as  the  present  contract 
remains  in  force  unadjusted. 

These  advances  paid  over  and  above  the  contract,  which  was 
negotiated  by  the  operators  and  miners  themselves  before  the 
industry  came  under  government  control,  amounts  yearly  to  as 
much  as  the  entire  cost  of  running  the  government  in  many  pre- 
war years. 

The  boost  in  the  freight  rate  on  coal  by  the  Railroad  Admin- 
istration under  government  control  has  added  an  additional  burden 
to  the  ultimate  consumer  of  $550,000,000  yearly.  No  wonder  the 
public  are  asking  for  relief.  The  operators  want  relief  as  badly 
as  the  consuming  public. 

-  The  high  cost  of  fuel  and  transportation  keeps  high  the  pro- 
ducing cost  of  almost  every  manufactured  article,  which,  in  turn, 
affects  the  cost  of  living.  Coal  being  basic,  the  cost  of  all  com- 
modities is  affected,  and  there  can  be  no  real  adjustment  on  a 
sound  basis  until  the  cost  of  coal  is  returned  to  a  peace  basis 

Gentlemen,  it  is  up  to  union  labor  to  do  its  share  of  the  re- 
adjusting, not  only  in  the  public  interest,  but  to  help  themselves. 

An  analysis  of  the  bituminous  coal  situation  was  made  by 
J.  D.  A.  Morrow,  vice-president  of  the  National  Coal  Associa- 
tion. Mr.  Morrow  pointed  out  that,  although  the  bituminous 
output  is  now  at  approximately  9,000,000  tons,  which  in  an 
ordinary  year  would  be  an  extremely  low  output,  still,  because 
of  general  industrial  inactivity  throughout  the  country,  there 
is  no  indication  that  this  output  will  prove  to  be  insufficient  for 
the  country's  demands  for  the  winter. 

Mr.  Morrow  said  that  bituminous  coal  was  selling  at  nearly 
all  the  mines  in  the  country  at  less  than  the  cost  of  production, 
but  that  freight  rates,  which  are  about  100  per  cent  greater 
than  before  the  war,  have  greatly  added  to  the  ultimate  cost 
to  the  consumer. 
'  Mr.  Morrow  said  in  part: 

What  the  industry  needs  today  is  better  co-oporation  between 
itself  and  the  rest  of  the  industrial  and  political  fabric  of  this 
country.  We  need  a  relationship  of  better  understanding  between 
coal  producers  and  coal  consumers,  which  is  merely  another  way 
of  saying  that  we  need  more  co-operation  between  these  two 
classes.  There  was  a  period  when  the  railroads  were  embroiled 
with  the  rest  of  the  country.  Those  served  by  the  railways  were 
in  opposition  to  the  carriers. 

The  result  of  that  attitude  of  misunderstanding  and  hostility 
is  written  upon  the  statute  books  of  the  United  States  today  and 
has  riveted  fetters  upon  the  railways  which  have  crippled  the 
transportation  system  of  the  United  States.  The  railways  suffer 
under  that  result,  but  110,000,000  citizens  of  the  United  States 
suffer  immeasurably  more. 

At  the  present  time  there  are  influential  political  leaders  in 
many  states,  there  are  men  high  in  official  circles  at  Washing- 
ton, who  deliberately  desire  to  bring  the  coal  industry  of  the 
United  States  under  the  same  kind  of  political  control  which  has 
crippled  our  railways  and  which  would  soon  ruin  any  industry. 
If  we  can  develop  the  right  kind  of  understanding  and  co-opera- 
tion between  the  producers  of  coal  and  those  who  transport  and 
consume  it,  we  need  have  no  fear. 

According  to  the  best  information  we  are  able  to  obtain,  the 
average  spot  price  at  which  bituminous  coal  in  the  United  States 
is  selling  today  is  approximately  $2.29.  Our  information  also  in- 
dicates that  it  is  now  costing  approximately  $2.50  per  ton  to  pro- 
duce this  coal,  so  that  under  present  conditions  the  bituminous 
coal  industry  of  the  United  States  as  a  whole  is  selling  its  output 
at  a  loss.  Some  specially  prepared  domestic  lump  coal  is  sellinj; 
at  a  price  as  high  as  $5.50  per  ton,  but,  on  the  other  hand,  in 
some  fields  the  screenings  which  result  from  the  preparation  of 
lump  coal  are  selling  as  low  as  40  cents  per  ton.  The  selling- 
price  which  I  have  given  is  the  average  return  to  all  bituminous 
coal  operators  for  these  different  grades  and  kinds  of  coal  when 
the  necessary  weight  is  given  to  the  quantity  of  each  kind  of  coal 
sold. 

No  consumer  should  complain  of  a  $2.29  price  for  coal  at  the 
mine.  It  is  far  less  than  any  other  important  commercial  nation 
of  the  world  pays  for  its  coal  today.  The  consumer  of  coal,  how- 
ever, complains  because  the  cost  to  him  in  his  cellar  seems  ex- 
cessive, and  he  blames  the  coal  producer,  distributor  and  retailer 
for  that  fact.  He  does  not  realize  that  when  he  pays  his  coal 
bill  he  not  merely  pays  for  coal  but  also  pays  the  wages  of  loco- 
motive engineers  and  firemen,  truckmen  and  conductors,  switch- 
men and  section  hands,  railroad  shop  men  and  office  employes, 
which  are  covered  in  the  freight  charge  on  that  coal;  nor  does 
he  understand,  as  he  ought,  that  those  wages  have  been  fixed 
upon  their  present  high  scale  by  the  action  of  duly  constituted 
authorities  of  the  Government,  and  that  they  prevent  the  reduc- 
tion of  transportation  charges  on  his  coal. 

The  average  freight  rate  on  bituminous  coal  hauled  in  the 
United  States  from  mines  to  consumers  in  the  five  years  from 
1912  to  1917  was  approximately  $1.30  per  ton.  At  the  present  time 
the  average  freight  charge  on  each  ton  of  bituminous  coal  moved 
from  the  mines  is  a  little  more  than  $2.50  per  ton,  an  increase  of 
nearly  100  per  cent.  That  total  increase  in  freight  charges  alone 
on  bituminous  coal  represents  an  increase  in  the  fuel  cost  to 
consumers  of  over  $500,000,000  per  year.  The  consumer  finds  fault 
with  the  producer  for  that  condition,  when  the  producer  suffer:1 
under  it  as  well  as  the  consumer,  and  is  just  as  powerless  to 
remedy  it. 

Nor  does  the  consumer  understand  that  in  his  coal  bill  he  is 
paying  the  wages  of  coal  miners,  inside  and  outside  day  labor  at 
the  mines,  drivers,  shotfirers.  engineers,  pump  m>>n  and  other  mine 
employes,  whose  wages  have  been  fixed  on  a  high  scale  by  action 
of  the  Federal  authorities:  nor  does  he  understand  that  he  is 
also  paying  the  wages  of  a  score  of  employes,  of  retail  coal  deal- 
ers which  are  also  on  a  high  level.  In  brief,  the  very  thing 
which  afflicts  him  now  is  the  result  of  precisely  the  kind  of  gov- 
ernmental regulation  which  is  being  urged  as  a  remedy  for  tin- 
high  prices. 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

B.t 


MONTREAL  PHILADELPHIA 

BOSTON  PORTLAND,  ME. 

and 

ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sta.  T.lrphon.  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

•04-11  Queen  &  Crescent  Bldg.,  New  Orleans,  L«. 

New  York  Office:  10  Hanover  St.      'Chicago  Office:  848  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne*v  Orleans   cc 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  —  Caribbean — 
Gulf  Line 

(Swayne  and  Hoyt,  Inc.,  Owners) 

Steel  Steamers 
DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 
*GALVESTON 

and 

Los  Angeles  Harbor,  San  Francisco, 
Portland,  Tacoma  and  Seattle 

Via  Panama  Canal 

S.S.  ALVARADO,  Sailing  from  New  Orleans  about  November  10th 

S.S.  IRIS,  Sailing  from  New  Orleans  early  December 

S.S.  ELDORADO,  Sailing  from  New  Orleans  early  January 

*  When  inducements  offer. 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application. 

THE  STEELE  STEAMSHIP  LINE,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.,  50  Bread  Street       430  Sansome  Street 

Gtlreston,  Tens       Teiai  City         New  York  City        San  Francisco,  Calif. 


"Ship  by  Water " 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia,  Baltimore 

AND 

LOS  AngeleS.  (Wilmington) 

San  Francisco,  Portland, 
Seattle  and  Tacoma 

Through   Bill*  of  Lading  issued  to  San   Diego,  Oakland 

Stockton  and  Sacramento,  Cal.;  Astoria,   Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Ports 


For  Rate*,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 
Baltimore,  Md.  Philadelphia,  Pa.  Pittsburgh,  Pa. 

Keyser  Building  Drexel  Building  Oliver  Building 

And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


Pacific  Mail  Steamship  Co. 

Under  American  F/of   PASSENGERS  AND  FREIGHT  Ettabli.hed  114* 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports  In 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 

S.  5.  Venezuela  sails  from  San  Francisco  October  29th 
5.  S.  Colombia  sails  from  Baltimore  November  7th 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Centra]  America,  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

"The  Sunmhina  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1. 1 00- ton  displacement,  17^-knot,  steamers  5.  5. 
Golden  State  (November  5th);  S.  S.  Hoosier  State  (Decem- 
ber 17th);  5.  S.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20.000-ton  displacement  steamer*  S.  5. 
Granite  State  (November  15th);  S,  S.  Creole  State  (Decem- 
ber 15th).  

Through  billi  of  lading  itiued  to  and  from  point*  beyond  portt  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
General  Patnngn  and  Ticket  office:  til  Markat  St.,  San  Francttco 

General  Office*.-  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agentst  U.  S.  Shipping  Board 
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HEARING  FOR  HENRY  FORD 

The  Traffic  World   Washington  Bureau 

In  setting  down  for  hearing  at  Atlantic  City,  October  31,  I. 
and  S.  No.  1381,  involving  the  Detroit,  Toledo  &  Ironton  tariff 
proposing  to  reduce  rates  from  the  Jackson  district  in  Ohio  to 
Toledo,  the  Commission,  it  is  believed,  desired  to  avoid  forbid- 
ding the  reductions  on  the  absolutely  compelling  but,  neverthe- 
less,  highly  technical  ground  of  "no  justification."  Such  a  con- 
demnation of  the  proposed  rates  would  be  equivalent  to  a  writ 
of  attachment,  issued  by  a  court  of  law  on  a  default  Judgment. 
A  holding  of  "no  justification"  is  the  only  one  that  Commission 
could  make  on  the  state  of  the  record  as  made  at  Columbus,  O., 
when  no  one  appeared  in  defense  of  the  D.  T.  &  I.  proposal. 

The  Commission,  it  is  believed,  took  note  of  the  criticisms 
by  ill-informed  persons,  caused  by  the  publication  of  the  fact 
that  it  would  have  to  make  a  holding  of  "no  justification"  and 
went  out  of  its  way  when  there  was  a  report  that  the  non-ap- 
pearance of  the  D.  T.  &  I.  was  due  to  an  erroneous  understand- 
ing by  General  Freight  Agent  Hochstedler  of  the  D.  T.  &  I., 
that  the  hearing  had  been  cancelled,  to  find  a  way  to  bring  about 
a  hearing  on  the  matter.  It  asked  Hochstedler  if  it  was  true  that 
he  had  understood  the  Columbus  hearing  to  have  been  cancelled. 
When  he  said  it  was  true,  the  Commission  immediately  re- 
assigned the  case  for  hearing  at  Atlantic  City  in  connection  with 
the  formal  complaint  of  the  Southern  Ohio  Coal  Exchange 
(Docket  fao.  12G98),  complaining  about  the  adjustment  of  rates 
from  the  competing  fields,  made  by  the  Commission  in  I.  and  S. 
No.  774. 

The  hearing  at  Atlantic  City  will  not  be  of  the  broad  scope 
desired  by  the  attorney  for  the  protestants.  Chief  Examiner 
Quirk  advised  him  on  that  point,  as  follows: 

It  was  recently  learned  that  the  failure  of  the  Detroit,  Toledo  & 
Ironton  to  appear  at  the  hearing  of  I.  &  S.  Docket  1381  at  Columbus, 
Ohio.  September  12.  was  due  to  an  erroneous  understanding  on  the 
part  of  its  general  freight  agent  that  the  hearing  of  that  case  had 
been  canceled  along  with  the  Michigan  cases,  which  were  originally 
assigned  to  be  heard  at  Columbus  with  the  Ohio  coal  cases.  In  the 
circumstances  it  has  been  decided  to  reassign  I.  &  S.  13S1  for  hear- 
ing at  Atlantic  City  October  31. 

When  this  case  was  called  at  Columbus  you  requested  that  in 
the  event  it  should  again  be  assigned  for  hearing  the  Detroit,  Toledo 
&  Ironton  be  asked  to  furnish  the  following  informat'on: 

1.  The   extent   to   which    the    increased    tonnage   on   the   Detroit, 
Tnledo  &   Tronton   consists  of  traffic   shipped   by   or  consigned   to  the 
Ford  Motor  Company  or  any  of  its  agents  or  subsidiaries,  by  months, 
since  the  period  when  the  road   was  obtained  by  Mr.   Ford. 

2.  The   total   amount   of   traffic   in   tons   shipped   and    received  by 
the  Ford   Motor  Company  or  any   of   its  agents  or  subsidiaries,   that 
not  being  restricted   to  the  Detroit,   Toledo  &   Ironton. 

3.  The  divisions  of  the  Detroit.  Toledo  &  Ironton  on  coal  traffic, 
together   with    a    eomnlete   showing   of   any   changes    in    divisions   on 
any  traffic  since  Mr.  Ford  assumed  control  of  this  carrier. 

4.  The  gross  volume  of  tonnaire  handled   by   the  Detroit.   Toledo 
&    Tronton   compared    with    the   volume   prior   to   the   date   when    Mr. 
Ford   acquired    control,   with   a   complete   explanation   of   the   reasons 
for   the    increase    In    tonnage,    and    particularly    the   extent    to   which 
the  Increased  tonnage  has  been  diverted  from  the  rails  of  other  car- 
riers. 

5.  Finally,  all  contracts,  agreements.  Instructions  and  correspond- 
ence of  any  kind   between   Mr.   Ford,   the   Ford   Motor  Company,   and 
the   Detroit,    Toledo   &    Tronton   Railroad    on   the   one   hand,    and    any 
other  railroad  or  any  other  person  or  company,   regarding  the  move- 
ment   of   tonnage   over   the   Detroit,    Toledo   &   Ironton   on   the   other 
hand. 

As  this  case  has  been  assigned  for  hearing  your  request  has  been 
considered.  The  divisions  received  by  the  Detroit,  Toledo  &  Iron- 
ton  on  coal  traffic  are  on  file  with  this  Commission.  Therefore,  the 
Information  requested  by  you  with  respect  to  these  divisions  may  be 
had  by  examining  the  Commission's  flies.  The  Commission  is  not 
inclined  to  ask  the  Detroit,  Toledo  &  Ironton  to  furnish  the  other 
information  requested  by  you  because  it  Is  not  apparent  that  it  is 
relevant  to  the  issue  raised  in  this  proceeding. 

If  the  information  requested  were  deemed  to  be  pertinent  there 
are  hut  two  ways  in  which  the  railroad  could  be  required  to  furnish 
It,  (a)  by  a  subnoena  duces  tecum  requiring  the  production  of  books, 
papers  and  documents  from  which  the  information  might  be  com- 
piled, or  (h)  by  requiring  the  carrier  to  furnish  a  special  report 
under  authority  of  section  20  of  the  interstate  commerce  act.  Un- 
less the  Commission  should  be  convinced  that  the  information  de- 
sired is  necessary  in  the  public  Interest,  It  would  not.  as  I  under- 
stand its  practice,  exercise  the  authority  under  section  20  to  require 
the  railroad  to  furnish  a  special  report.  But.  as  already  stated,  as 
the  situation  is  now  understood,  it  is  not  apparent  that  the  Informa- 
tion requested  by  you.  excepting  as  to  divisions,  is  pertinent  to  the 
Issues  In  this  case.  Your  request  is.  therefore,  denied.  Of  course, 
the  Detroit.  Toledo  &  Ironton  may  voluntarily  furnish  the  informa- 
tion to  vou  if  It  elects  to  do  so,  in  so  far  as  that  may  be  done  with- 
out contravening  the  provisions  of  paragraph  11  of  section  15  of  the 
Interstate  commerce  act. 


LARD  SUBSTITUTES  IN  MIXED  CARS 

The  packers  would  like  to  have  the  Commission  modify  its 
order  in  the  wholesale  grocers  case  (62  T.  C.  C.,  403).  so  as  to 
allow  the  inclusion  in  mixed  cars  of  packing  house  products,  of 
lard  substitutes  containing  vegetable  ineredients  in  excess  of  80 
per  cent  of  the  wplght  thereof.  They  have  succeeded  in  having 
the  case  (No.  10745,  National  Wholfsale  Grocers'  Association  vs. 
Director-General,  Alabama  £  Vicksburg,  et  al.)  reopened  In 
order  to  introduce  evidence  tendinp  to  show  that  part  of  the 
order  to  be  discriminatory  asainst  the  packers  and  prejudicial 
in  favor  of  the  wholesale  grocers  and  manufacturers  of  lard 
substitutes  other  than  packers.  Hearing  was  held  before  Ex- 
aminer Barfpll,  in  Chicago.  October  17,  at  which,  by  the  testi- 
mony of  traffic  men  and  chemists,  the  packers  tried  to  prove 
that  they  were  seeking  only  what  was  fair  and  Just  In  asking 


to  be  permitted  to  ship  lard  substitutes  of  all  kinds  in  mixed 
carloads  of  packing  house  products. 

Traffic  men  for  Armour,  Morris,  Swift,  Cudahy,  and  Wil- 
son, followed  each  other  on  the  stand  to  tell  the  examiner  that 
the  Commission  was  in  error  when  it  said  that  it  could  not 
"approve  a  mixing  rule  which  included  commodities  which  are 
not  confined  to  the  industry."  The  error  in  that  clause,  they 
said,  was  twofold:  First,  because  many  mixing  rules,  as  shown 
by  exhibits  entered,  permitted  the  shipping  of  commodities  of 
various  manufacture  in  the  same  car  under  a  carload  rate,  and 
that  among  these  rules  the  wholesale  grocers,  who  were  defend- 
ing the  proposed  rule,  were  amply  represented.  The  second  ob- 
jection to  the  statement  was  that  the  manufacture  of  lard  substi- 
tutes was  an  integral  part  of  the  packing  business,  because  the 
animal  content  of  the  commodity  was  determined  largely  by  the 
market  price  of  animal  fat  as  compared  with  cottonseed  oil. 

The  chemists  were  represented  by  Dr.  J.  J.  Vollertson,  chief 
chemist  for  Morris  &  Company.  Questioned  by  Attorney  Luther 
M.  Walter,  he  said  that,  if  a  rule  expressing  a  certain  percentage 
of  animal  fat  as  barring  lard  substitutes  from  carload  shipments 
were  put  into  effect,  it  would  necessitate  frequent  complicated 
chemical  tests  on  the  part  of  the  railroads  to  ascertain  whether 
or  not  the  rule  was  being  violated.  Clifford  Thome,  representing 
the  wholesale  grocers,  thought  the  label  on  the  cartons  would  in- 
form the  carriers,  but  Dr.  Vollertson  said  that  these  did  not 
carry  formula?. 

The  advantage  which  would  accrue  to  the  eastern  manufac- 
turers of  lard  substitutes  through  the  operation  of  the  rule  was 
illustrated  by  describing  a  movement  of  cottonseed  oil  from  an 
interior  Kansas  point  to  New  York,  refined  at  Kansas  City.  It 
was  said  that  the  eastern  manufacturer  would  refine  the  oil  at 
Kansas  City  and  ship  it  to  New  York,  either  liquid  or  solidified, 
under  refining  in  transit  arrangements,  for  a  through  rate  of 
98  cents.  Lard  substitute  is  made  by  mixing  these  refined  liquid 
and  solidified  oils,  which  is  done  at  New  York  by  the  manufac- 
turers. The  packers  on  the  other  hand,  it  was  said,  have  no 
plants  at  New  York  so  they  do  their  mixing  at  Kansas  City 
and  ship,  not  as  refined  oil,  but  as  lard  substitute,  paying  the 
rate  on  the  crude  oil  into  Kansas  City,  and  on  the  lard  substi- 
tute out,  of  $1.22%.  This,  they  said,  was  24%  cents  over  the 
rate  paid  by  the  eastern  manufacturers,  although,  chemically, 
the  commodities  were  the  same.  It  was  pointed  out  by  the 
manufacturers  and  the  grocers,  however,  that  the  difference  be- 
twen  the  mixed  product  and  the  two  separate  was  that  the 
former  was  edible  and  the  others  not. 

Testimony  was  put  in  at  the  hearing  by  wholesale  grocers  and 
manufacturers  which  followed  closely  that  put  in  at  the  original 
hearing  and  was  intended  to  uphold  the  20  per  cent  rule  pro- 
posed by  the  Commission.  It  was  pointed  out  that  the  testi- 
mony of  the  packers'  chemist,  which  was  to  the  effect  that  no 
lard  substitute  was  manufactured  by  the  packers  which  con- 
tained in  excess  of  20  per  cent  animal  fat,  proved  that  no  special 
inspection  service  would  have  to  be  performed  by  the  carriers. 
Indications  were  that  there  would  still  be  more  hearings  in 
the  case,  it  being  announced  by  attorneys  for  the  packers  that 
a  reopening  was  being  sought  on  the  question  of  whether  butter 
substitutes  might  not  also  only  be  exempted  from  the  objection- 
able rule. 


ROCK  ISLAND  PROTESTS  VALUATION 

The  Traffic   World   Washington  Bureau 

The  Chicago,  Rock  Island  &  Pacific  Railway  Company  has 
filed  its  protest  with  the  Commission  aeainst  the  tentative  final 
valuation  placed  on  its  property  and  that  of  its  subsidiaries  in 
Valuation  Docket  No.  152.  The  subsidiary  companies  joined 
in  the  protest. 

As  a  special  ground  of  protest  the  railway  company  ob- 
jected to  the  inclusion  of  the  tentative  valuation  of  the  prop- 
erty of  the  Chicago,  Rock  Island  &  Pacific  Railroad  Company  in 
the  valuation  report  "for  the  reason  'that  said  Chicago,  Rock 
Island  &  Pacific  Railroad  Company  is  not  now  and  was  not 
on  valuation  date  affiliated,  predecessor,  successor,  or  subsidiary 
corporation  of  the  carrier."  It  further  averred  that  the  in- 
clusion complained  of  was  harmful  to  it  and  misleading  to  the 
public,  and  was  unwarranted  by  the  facts,  "except  with  reference 
to  certain  property  leased  from  said  Chicago,  Rock  Island  & 
Pacific  Railroad  Company  by  the  carrier." 

The  Rock  Island  and  its  subsidiaries  allege  that  the  re- 
ported values  of  their  respective  common-carrier  properties  have 
been  determined  arbitrarily  and  without  proper  consideration 
of  all  relevant  facts,  and  are  much  less  than  the  true  values  of 
all  said  properties  on  the  valuation  date  (June  30,  1915). 

As  in  other  protests  filed  heretofore,  the  Rock  Island  com- 
plains that  "it  is  improper  and  useless  now,  or  at  any  time 
hereafter,  to  make  a  final  valuation  of  their  respective  common- 
carrier  properties  as  of  valuation  date  because  a  valuation  made 
as  of  said  date  would  not  now,  or  at  any  time  hereafter,  serve 
any  of  the  purposes  of  the  interstate  commerce  act,  or  any 
practical  purpose  whatsoever."  The  point  is  made  in  sup- 
port of  the  above  contention  that  substantially  all  material  and 
labor  costs  and  land  values  have  now  reached  a  much  higher 
level  than  existed  on  the  valuation  date. 
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HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR    PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to   Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


Write  for  list  of  clients  who  will  advise  you  of  our 
prompt  and  efficient  service  in  securing  refund  of  over- 
charges in  paid  freight  bills  and  settlement  of  logs  and 
dimage  claims.  We  secure  results  after  others  have 
failed. 

A  trial  of  our  service  will  make  you  a  permanent  and 
satisfied  client. 

We  handle  business  from  all  parts  of  the  United  States. 
Send  for  descriptive  circular  of  our  complete  service. 

Reference:      Union   Station  Trust  Co.,   St.  Louis,  Mo. 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  Nationa. 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES  i 
Laredo,  Texas  Ell  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  U9  for  fnU  particular*  and  rtquett 
a  copy  of  our  shipping  instruction*. 


R.  B.  YOUNG.  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Boi  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers— Track     Connections    with     all     Railroad*    and    Steamihlp 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association 
Phone  No.  4883  SAVANNAH,    OA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City   Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Associated  and  American  Chain  ef  Wareheas*a 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Lets  than  Carload  and 

Pool  Car  Distributors 

OfTcial  Trans'er  Co.  for  all  Louisville  Ra'lroads 
Write  us — or  Phone  Long  D.stance.  Main  329 

Louisville  Taxicab  and  Transfer  Co.,  £±£S1; 
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CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

Increased  demand  for  transportation  facilities  has  resulted 
in  a  further  reduction  in  the  number  of  idle  freight  cars,  accord- 
ing to  reports  received  by  the  car  service  division  of  the  Amer- 
ican Kailway  Association  from  the  carriers  of  the  United  States 
for  the  peiiod  from  October  1  to  8.  On  the  latter  date  the  total 
was  340,920  freight  cars,  which  was  29,450  less  than  on  Octo- 
ber 1. 

Of  this  number  202,950  were  in  need  of  repairs,  while  the 
remaining  142,970  were  in  good  order  and  could  be  placed  in 
service  immediately  if  traffic  conditions  warranted,  compared 
with  172,420  surplus  freight  cars  in  good  order  on  October  1. 
Surplus  box  cars  immediately  available  for  use  totaled  31,020, 
or  a  reduction  of  11,073  within  a  week,  while  surplus  coal  cars 
in  good  order  numbered  82,535,  which  was  a,  reduction  of  15,513 
within  the  same  period.  A  reduction  in  a  week  of  611  was  also 
reported  for  stock  cars. 

Reports  showed  an  increase  in  the  current  demand  for 
freight  cars,  which  could  not  be  immediately  filled,  a  shortage 
of  5,237  having  been  reported  on  October  8,  compared  with 
3,327  on  the  first  of  the  month.  Of  this  shortage  3,521  consisted 
of  box  cars  and  418  were  coal  cars. 

The  average  daily  surplus  of  142,970  cars  in  good  order 
was  made  up  of  the  following  classes  of  equipment:  Box,  28,836; 
ventilated  box,  827;  total  box,  31,020;  flat,  10,284;  gondola, 
59,837;  hopper,  22,698;  total',  all  coal,  82,535;  coke,  6,157;  S.  D. 
stock,  7,502;  D.  D.  stock,  468;  refrigerator,  708;  tank,  616;  mis- 
cellaneous, 3,680. 

The  average  daily  shortage  of  5,237  cars,  made  up  of  the  fol- 
lowing classes  of  equipment:  Box,  3,507;  ventilated  box,  14; 
flat,  52;  gondola,  361;  hopper,  57;  S.  D.  stock,  24;  refrigerator, 
1,196;  miscellaneous,  26. 


might  eventually  put  a  large  number  of  producers  of  evaporated 
salt  out  of  business. 

Although  the  carriers  parties  to  the  suspended  tariffs  anj 
nounced  at  the  beginning  of  the  hearing  that  they  would  rest 
their  case  on  copies  of  the  tariffs  as  evidence,  they  put  in 
considerable  testimony  on  rebuttal  that  was  probab'y  tho  same 
as  would  otherwise  have  been  put  in  on  direct  and  served  to 
supplement  that  put  in  by  the  Louisiana  producers  under  the 
direction  of  Luther  M.  Walter.  Joseph  Lallande,  general  agent 
for  the  M.  L.  &  T.  R.  R.  &  S.  S.  Company,  from  whose  office 
one  of  the  suspended  tariffs  was  issued,  attempted  to  justify 
the  low  rate  on  salt  by  presenting  its  virtues  as  traffic 
for  the  carriers.  He  said  that  the  local  trains  which  would 
haul  this  salt  from  the  mines  to  connections  with  the  Illinois 
subsidiary  at  Baton  Rouge  would  be  the  regular  scheduled 
trains,  which  now  carry  a  very  light  tonnage.  In  addition,  it 
was  pointed  out  by  carrier  witnesses  that  there  is  practically 
no  loss  and  damage  on  salt  and  that  it  is  one  of  the  lowest 
grade  commodities  hauled.  On  the  showing  made,  railroad 
witnesses  said  they  thought  salt  out  to  have  a  lower  rate  than 
any  other  commodity.  Rate  comparisons  were  introduced  to 
show  that  many  of  the  commodities  shipped  between  New  Or- 
leans and  Chicago  yield  a  lower  per  ton  mile  revenue  than 
'would  the  salt  under  the  suspended  schedules.  Attention  was 
called  to  the  live  stock  rates  as  made  between  points  in  Texas 
and  Louisiana  and  Chicago,  St.  Louis  and  Omaha,  in  compli- 
ance  with  the  Commission's  order  in  No.  12146,  where  the  ton- 
mile  earnings,  in  spite  of  the  fact  that  live  stock  is  a  difficult 
and  expensive  class  of  traffic  to  handle,  were  alleged  to  be  lower 
than  those  proposed  on  salt. 


SALT  RATE  HEARING 

D.  L.  Meyers,  assistant  traffic  manager  of  the  Santa  Fe, 
testifying  on  the  third  day  of  the  hearing  on  I.  and  S.  1398, 
salt  i'rom  the  Louisiana  mines  to  Chicago,  St.  Louis,  and  inter- 
mediate points,  before  Examiner  Warren  H.  Wagner,  in  Chicago, 
October  14,  protested  against  the  proposed  reduction  in  the  salt 
rate  from  Louisiana  to  Chicago  from  $5.13  to  $4.20  a  ton.  He 
said  that  it  was  the  position  of  his  line  that  the  present  rate 
of  $7  a  ton  on  salt. from  the  Kansas  mines  to  Chicago  was  rea- 
sonable and  added  that  he  didn't  think  that  rate  could  stand 
were  the  lower  New  Orleans  rate,  for  a  distance  considerably 
greater,  allowed  to  go  into  effect. 

"As  a  matter  of  fact,"  he  said,  "we  have  now  before  the 
Commission  the  Kansas  rock  salt  case,  No.  12157.  The  exam- 
iner's tentative  report  in  that  case  finds  out  35-cent  rate  un- 
reasonable, but  I  want  particularly  to  call  attention  to  the  rate 
which  he  says  would  be  reasonable — 29%  cents  for  a  haul  ol 
674  miles.  If  the  Commission  should  accept  the  examiner's 
idea  of  what  the  reasonable  rate  should  be,  the  use  of  that  rate 
as  a  yardstick  for  the  Louisiana  haul  of  981  miles  would  produce 
a  rate  far  above  that  now  in  effect  and  still  farther  above  the 
proposed  rate." 

The  first  actual  signs  of  the  rate  war  which  had  been  pre- 
dicted by  earlier  witness  came  when  Thomas  Farrell,  general 
freight  agent  of  the  Wabash,  said  that  if  the  Louisiana-Chicago 
reduction  were  allowed  to  become  effective,  the  Wabash  would, 
as  a  matter  of  protection  to  the  salt  producers  on  its  lines, 
reduce  the  Detroit  rate.  It  has  been  the  contention  of  the 
Louisiana  shippers  that  all  they  were  seeking  was  an  approxi- 
mate re-establishment  of  the  pre-Ex  Parte  74  relationship  of 
the  Louisiana  and  Detroit  rates,  they  stating  that  they  could 
afford  to  meet  the  competition  of  the  Detroit  mines  in  the  Chi- 
cago market  by  absorbing  the  $1.70  a  ton  disadvantage  which 
they  will  suffer  under  the  proposed  rate.  If,  however,  as  the 
Wabash  threatened,  the  Detroit  rate  is  also  reduced  they  will 
find  themselves  back  in  their  present  position  with  a  differ- 
ential somewhere  around  $2.50. 

A  good  part  of  the  final  sessions  of  the  hearing  were  given 
over  to  testimony  by  the  packers,  who  think  that  the  reduceil 
rate  should  be  made  effective.  Representatives  for  Armour  and 
Swift  both  testified  that  there  had  been  no  understanding  with 
the  carriers  parties  to  the  suspended  tariffs  regarding  the  rout- 
ing of  packing-house  tonnage  as  a  reward  for  lower  salt  rates. 
They  said  the  first  they  had  known  of  the  reduced  rate  was 
when  the  tariffs  containing  them  had  arrived  through  the  maile. 

W.  J.  Tomkins,  appearing  for  the  Independent  Salt  Manu- 
facturers of  Ohio  and  Michigan,  outlined  the  evaporated  salt 
situation,  which  he  said  would  be  disarranged  by  the  entrance 
of  Louisiana  rock  salt  into  the  Chicago  territory.  He  called 
attention  to  experiments  which  were  now  being  conducted  for 
crushing  Louisiana  rock  salt  and  so  refining  it  as  to  make  it 
usable  for  purposes  hitherto  requiring  the  evaporated  product, 
and,  while  he  did  not  object  to  this  as  a  matter  of  progress,  he 
said  that  it  seemed  hardly  fair  to  add  to  the  advantage  of 
lower  production  costs  of  rock  salt  a  rate  advantage  which 


MEAT;  ROCKFORD  TO  OKLAHOMA  CITY 

A  fourth  section  violation  was  alleged  by  R.  R.  Hargis, 
assistant  traffic  manager  for  Wilson  &  Co.,  at  the  hearing  in  Chi- 
cago, October  15,  on  No.  12599,  Wilson  &  Co.,  Inc.,  of  Oklahoma 
vs.  Director-General,  Illinois  Central,  et  al.,  because  the  rate  of 
77%  cents  charged  on  packing  house  products  moving  from 
Rockford,  111.,  to  Oklahoma  City,  between  June  25,  1918,  and 
August  9,  1920,  was  in  excess  of  the  combination  over  Kansas 
City  of  73  cents.  Thirty  cars  moved,  according  to  Mr.  Hargis, 
and  reparation  was  claimed  down  to  the  basis  of  the  combina- 
tion rate  over  Kansas  City,  amounting  to  $500.  Of  this  amount 
only  $122  was  asked  from  the  Railroad  Administration,  the  car- 
riers agreeing  to  make  refund  on  those  cars  which  moved  after 
federal  control.  Of  the  8  cars  which  moved  during  federal  con- 
trol, three  moved  via  Kansas  City,  and  as  to  these,  Royal  Mc- 
Kenna,  appearing  for  the  Director-General,  said  there  would  be 
no  objection  to  the  refund  asked.  He  objected,  however,  to  the 
reparation  of  any  part  of  the  77%-cent  rate  on  the  other  5  cars, 
which  moved  via  St.  Louis,  by  which  route  a  combination  total- 
ing 79  cents  applied.  "If  the  combination  via  Kansas  City  rep- 
resented a  reasonable  rate  over  that  route,"  he  said,  "the  same 
principle  should  be  applied  to  the  rate  via  St.  Louis." 

Mr.  McKenna  thought  the  charge  assessed  reasonable  per 
se  because  of  the  low  earnings  that  resulted  and  because  of  the 
difficulties  surrounding  the  movement  of  packing  house  product. 
Mr.  Hargis  said  he  thought  the  fact  that  the  73-cent  rate  had 
been  made  effective  after  the  shipments  moved  proved  it  reason- 
able. The  shipments  moved,  he  said,  from  a  storage  plant  at 
Rockford  which  has  since  been  closed  and  in  place  of  which  the 
packing  company  has  leased  a  plant  at  Paribault,  Minnesota. 
Therefore,  he  said,  though  the  movement  might  appear  to  be 
confined  to  the  period  involved,  it  was,  in  fact,  continually  going 
on,  although  the  points  of  origin  were  governed  by  the  possi- 
bility of  obtaining  storage  facilities  at  certain  points. 


REALIGNMENT  OF  BERTH  SERVICES 
The  Emergency  Fleet  Corporation  has  completed  its  realign- 
ment of  berth  services  from  north  Atlantic  ports  to  the  eastern 
Mediterranean,  Black  Sea  and  Levant  ports.  Under  this  ar- 
rangement the  Export  S.  S.  Company  will  cover  all  Greek  ports, 
Malta  and  north  Africa,  east  of  (but  not  including)  Bizerta  and 
Palestine  coast.  It  will  cover  Constantinople  in  combination 
with  A.  H.  Bull  &  Co.  A.  H.  Bull  &  Co.  will  operate  to  Con- 
stantinople and  all  Black  Sea  ports.  This  withdraws  authority 
to  this  territory  from  the  following  operators:  Oriental  Navi- 
gation Comnany  of  New  York,  United  American  lines  of  New 
York,  Baltimore  Oceanic  S.  S.  Company  of  Baltimore,  C.  H. 
Sprague  &  Sons  of  Boston. 


A.  T.  &  S.  F.  TAKES  CALIF.  SOUTHERN 
Acquisition  by  the  Atchison,  Topeka  &  Santa  Fe  Railway 
Company  of  the  control  by  lease  of  the  railroad  of  the  Cali- 
fornia Southern  Railroad  Company  has  been  authorised  by 
the  Commission.  The  line  extends  from  Rice  to  Ripley,  Calif., 
a  distance  of  49.84  miles.  The  Santa  Fe  Land  Improvement 
Company,  a  corporation  controlled  by  the  Santa  Fe,  holds  an 
option  to  purchase  all  the  capital  stock  and  bonds  of  the  Cali- 
fornia line  and  will  exercise  that  option  prior  to  December  31, 
1921,  according  to  information  given  the  Commission. 
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CAR  SUPPLY  SUMMARY 

The  Traffic   World,   Washington  Bureau 

In  his  semi-monthly  summary  of  general  conditions,  M.  J. 
Gormley,  chairman  of  the  car  service  division  of  the  American 
Railway  Association,  said: 

Box  cars:  Surplus  plain  box  cars  in  good  order  at  the  end  of 
September  were  39,774,  a  decrease  of  32  per  cent  in  the  previous  two 
weeks.  During  the  same  period  a  shortage  developed  of  3,178  cars  as 
against  598  cars  previously  reported.  Box  car  loading  has  increased 
to  a  marked  extent  in  the  entire  south  where  cotton,  lumber,  tobacco 
and  general  merchandise  are  moving  in  greater  volume.  Lumber 
traffic  is  better  in  the  far  west.  In  the  middle  west  grain  loading  is 
decreasing  account  market  and  export  conditions,  but  an  increase  is 
noted  in  other  box  car  traffic.  Potatoes  are  moving  from  Minnes9ta 
and  the  Dakotas  in  extremely  heavy  volume.  Give  special  attention 
to  observance  of  car  service  rules  in  furnishing  cars  for  toading. 

Automobile  cars:  Marked  decrease  in  surplus  reported.  Cars  of 
this  type  should  be  worked  home  or  into  automobile-producing  terri- 
tory as  requirements  may  necessitate. 

Ventilated  box  cars:  Demand  increasing  and  surplus  practically 
eliminated.  Return  piomptly  to  owners  unless  other  special  instruc- 
tions in  effect.  Do  not  load  with  dead  freight  except  in  direction  .of 
home. 

Stock  cars:  Loading  increasing,  with  prospects  for  heavier  de- 
mands soon.  Return  cars  to  owners  promptly  and  report  any  surplus 
available  for  general  distribution. 

Refrigerator  cars:  Loading  of  fruits  and  vegetables  In  September 
in  California,  Colorado  and  the  northwestern  states  was  sixty  per  cent 
in  excess  of  last  year;  including  Michigan  and  New  York,  totaled 
45  324  cars,  an  increase  of  10,500  cars  over  last  year.  The  loading  in 
the  west  for  the  first  week  of  October  is  averaging  150  per  cent  in 
excess  of  last  year  and  the  month's  loading  will  exceed  September  by 
a  wide  margin.  All  of  this  must  he  accomplished  with  less  cars  than 
a  year  ago.  It  is  essential  that  every  available  car  be  used;  that  bad 
order  cars  be  repaired;  that  the  movement  of  empties  as  well  as  loads 
be  expedited;  that  reefers  be  not  used  for  dead  freight;  and  that  all 
terminal  delays,  loading,  unloading  and  switching,  be  reduced  to  the 
absolute  minimum.  The  distribution  of  cars  will  be  as  directed  by 
the  refrigerator  section. 

Open  top  cars:  Estimated  bituminous  coal  production  for  week 
ending  October  1  was  8,875,000  tons,  an  increase  of  4  per  cent  over 
week  of  September  24.  Surplus  open  top  cars  for  week  ending  Oc- 
tober 1  was  98,873  compared  with  111,245  September  23.  Special  at- 
tention should  be  given  to  repairing  open  top  cars  in  preparation  of 
anticipated  increased  business. 

Flat  cars:  The  number  of  flat  cars  reported  as  surplus  as  of  Oc- 
tober 1  was  11,802.  They  should  be  loaded  to  fullest  possible  extent 
to  and  in  the  direction  of  owner,  otherwise  handled  in  accordance  with 
car  service  rules. 


LIVE  STOCK  UNLOADING  CHARGES 

The  Traffic  World   Washington  Bureau 

Attorneys  for  the  packers,  some  big  and  some  little,  and 
counsel  for  the  carriers,  by  argument,  October  19,  tried  to  tell 
the  Commission  the  significance  of  the  amendment  to  the  inter- 
state commerce  law  whereby  it  is  made  the  duty  of  carriers  to 
unload  ordinary  live  stock  at  "public"  stock  yards,  or  make  an 
allowance  to  the  person  or  corporation  doing  the  unloading. 
As  a  side  line,  the  attorneys  for  the  packers  tried  to  convince 
the  Commission  that,  in  a  transportation  sense,  there  is  no 
difference  between  a  public  and  a  private  stock  yard.  Attorneys 
for  the  carriers  contended  there  is,  and  that  no  allowance  for 
unloading  stock  should  be  made  at  any  other  than  public  yards, 
even  if  there  happened  'to  be  no  public  yard  at  a  point  where 
live  stock  was  sent  for  unloading. 

The  arguments  were  made  on  diametrically  opposed  re- 
ports made  by  examiners  for  the  Commission.  In  No.  12966, 
Omaha  Packing  Co.  vs.  A.  T.  &  S.  F.  et  al.,  the  examiner  said 
the  Burlington,  the  delivering  carrier,  should  unload  the  stock 
into  the  pens  or  pay  the  packing  company,  which  is  a  sub- 
sidiary of  Swift  &  Co.  In  No.  12131,  Cleveland  Provision  Co. 
vs.  Director-General  et  al.,  the  examiner,  not  the  one  making 
the  report  on  the  Omaha  Packing  Company  case,  recommended 
a  holding  that  it  was  not  the  duty  of  the  carrier  to  unload  the 
stock  into  the  pens  of  the  yards  maintained  by  the  complain- 
ant, nor  to  make  an  allowance  therefor,  because  it  is  not  a 
public  yard,  but  a  facility  of  the  complainant. 

R.  D.  Rynder  discussed  the  case  for  the  Omaha  company; 
Thomas  D.  Jones  for  the  Cleveland  Provision  Company;  Walter 
E.  McCornack  for  the  interior  Iowa  packers,  as  interveners; 
Kenneth  P.  Burgess,  generally  for  the  railroads,  and  particu- 
larly those  situations  in  Chicago,  as  represented  by  the  Omaha 
Packing  Company  case;  and  D.  P.  Connell,  with  especial  rela- 
tion to  the  Cleveland  Provision  Company  case. 

"A  question  of  fundamental  constitutional  law  is  presented 
by  the  order  suggested  by  the  examiner  in  the  Omaha  Packing 
Company  case,"  said  Mr.  Burgess.  "The  examiner  suggests  that 
this  Commission  order  the  carriers  to  either  go  upon  the  private 
property  of  the  Omaha  Packing  Company  plant  to  perform  a 
service,  or  to  pay  that  company  for  performing  a  service,  in 
its  own  way  and  at  risks  over  which  the  carrier  can  have  no 
control." 

"I  always  regard  an  argument  based  on  the  constitution  as 
the  last  effort  to  make  a  weak  case,"  said  Mr.  Rynder,  thus  pre- 
senting the  two  opposing  views. 

"The  words  of  the  proviso  attached  to  the  Cowan  amend- 
ment mean  nothing,"  said  Mr.  McCornack,  brushing  aside  the 
argument  which  Mr.  Connell  had  founded  on  the  155  words 
which  seem  to  say  that  the  addition  to  the  law  requiring  car- 
riers to  unload  at  public  yards,  shall  not  affect  the  duties  of 
carriers  at  points  other  than  public  yards. 


"They  merely  throw  you  back  on  the  third  section,  which 
is  part  of  the  constitution,  because  it  merely  forbids  discrimina- 
tions that  were  forbidden  before  the  act  to  regulate  commerce 
was  enacted.  The  amended  law  requires  the  carrier  to  unload 
at  public  yards.  The  third  section  forbids  unjust  discrimination. 
There  is  no  transportation  difference  between  unloading  at  a 
public  yard  and  at  a  yard  that  has  not  been  denned  as  a  public 
yard.  Congress,  by  law  cannot  constitutionally  order  an  unjust 
discrimination.  This,  however,  is  not  a  constitutional  question. 
The  law  requires  the  carriers  to  unload  at  public  yards.  The 
law  also  forbids  unjust  discrimination.  The  requirement  of  un- 
loading at  public  yards  does  not  repeal  the  prohibition  against 
unjust  discrimination.  There  are  no  public  yards  in  the  cities 
where  the  packing  establishments  of  my  clients  are  located. 
There  is  competition  between  the  packers  at  the  interior  Iowa 
cities  and  the  packers  in  the  cities  where  there  are  public  yards. 
The  carriers  must  deliver  live  stock  at  the  interior  Iowa  cities 
and  they  must  give  the  shippers  there  the  same  treatment  they 
give  shippers  at  competing  points.  Stock  is  unloaded  at  the 
yards  in  the  interior  Iowa  cities  into  pens  where  the  packers 
buy  the  animals.  The  stock  they  reject  is  taken  from  the  pens 
and  sent  on  to  other  points,  just  as  is  done  at  the  so-called 
public  yards." 

Mr.  Rynder  illustrated  the  discrimination  that  would  result 
in  various  cities  if  the  Commission  allowed  them  to  stand  on 
the  Cowan  amendment  and  unload  only  at  public  yards  and 
require  the  receivers  of  live  stock  to  bear  the  expense  of  un- 
loading at  every  other  yard.  He  said  that  it  would  be  utterly 
impossible  for  the  Omaha  Packing  Company  to  take  delivery 
at  the  Union  Stock  Yards  in  Chicago  because  the  city  authori- 
ties would  not  allow  the  cattle  to  be  driven  through  the  streets. 
Mr.  Burgess  insisted  that  Swift  &  Co.  had  located  the  Omaha 
company  plant  where  it  was  constructed  for  their  own  conven- 
ience and  that,  therefore,  the  receiver  of  live  stock  at  that  point 
should  be  required  to  pay  the  cost  of  unloading. 

The  whole  question  argued  on  the  day  mentioned  arose  from 
the  fact  that  the  Commission,  in  1917,  held  that  it  was  not 
the  duty  of  carriers  to  unload.  That  decision  was  made  when 
the  Union  Stock  Yards  tried  to  increase  the  unloading  charge 
from  25  to  50  cents  per  car.  The  carriers  said  tney  would  ab- 
sorb only  25  cents,  as  theretofore.  The  Commission  said  they 
did  not  have  to  absorb  anything.  Then,  while  that  case,  on 
further  hearing  was  going  on,  Congress  passed  the  amendment 
formulated  by  S.  H.  Cowan  and  changed  somewhat  by  the  legis- 
lative committee  of  the  Commission,  which  made  it  the  duty 
of  the  carriers  to  unload  at  public  yards.  The  formal  complaints 
were  filed  when  the  carriers  limited  allowances  to  those  unload- 
ing at  public  yards.  

CHANGES   IN    DOCKET 

Hearing  in  12905,  the  Larrowe  Milling  Co.  vs.  A.  T.  &  S.  F. 
et  al.,  assigned  for  October  20  at  Detroit,  was  postponed  to  a 
date  to  be  hereafter  fixed. 

Hearing  in  I.  and  S.  1395,  cement,  C.  L.,  from  Spocari,  Ala., 
to  Shreveport,  La.,  assigned  for  October  19  at  Birmingham,  Ala., 
was  canceled. 

Hearing  in  12974,  Continental  Gin  Co.  vs.  Director-General, 
assigned  for  October  19  at  Birmingham,  Ala.,  was  postponed  to 
a  date  to  be  hereafter  fixed. 

Hearing  in  13009,  Thompson-Wells  Lumber  Co.  et  al.  vs. 
C.  M.  &  St.  P.  et  al.,  assigned  for  October  18  at  Chicago,  was 
canceled. 

Hearings  in  12628,  Charleston  Traffic  Bureau  vs.  A.  G.  S. 
et  al.,  12675,  Charleston  Traffic  Bureau  et  al.  vs.  A.  G.  S.  et  al., 
and  I.  and  S.  1385,  class  and  commodity  rates  from  Savannah, 
Brunswick  and  Port  Wentworth,  Ga.,  to  Georgia  destinations, 
assigned  for  October  20  at  Savannah,  were  reassigned  for  Octo- 
ber 20  at  Charleston,  S.  C. 

Argument  in  11228  (and  Sub  Nos.  1,  2  and  3),  Kirby-Bonner 
Lumber  Co.  vs.  Director-General  et  al.,  assigned  for  October 
22  at  Washington,  D.  C.,  was  canceled. 

PETITIONS   FOR    REHEARING,   ETC. 

The  National  Wholesale  Grocers'  Association  of  the  United 
States,  complainant  in  No.  10745,  has  asked  the  Commission 
to  reopen  that  case  and  after  further  hearing  to  modify  the 
original  report  to  the  extent  that  oleo  and  oleo  stock  not  having 
over  20  per  cent  of  beef,  pork  or  mutton  ingredients  shall  be 
excluded  from  the  carload  mixtures  with  fresh  meats  and  pack- 
ing-house products  entitled  to  carload  rates. 

The  Public  Service  Commission  of  Missouri,  on  behalf  of 
the  cities  in  southeastern  Missouri,  has  asked  the  Commission 
to  grant  a  rehearing  in  Nos.  11483,  Cairo  Association  of  Com- 
merce vs.  Butler  County  R.  R.  Co.  et  al.,  and  9702,  MempKs- 
Southwestern  Investigation. 

Complainant  in  No.  11425,  the  John  Kline  Brick  Co.  vs. 
Director-General,  New  York  Central  et  al.,  has  asked  the  Com- 
mission for  reargument  and  reconsideration  of  that  case. 

We  quickly  procure  information  concerning  matters 
in  any  department  of  the  government  in  Washington 
for  subscribers  to  THE  DAILY  TRAFFIC  WORLD. 
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GALVESTON 

The  Stone  Forwarding  Corporation 

220— 21st  Street 

Ocean  Freight  Brokers  and  Forwarding  Agents 

Licensed  Customs  Brokers 

Shipping  agents  attending  to  all  details  pertinent  to  the  movement  of  export 
and  import  shipments. 

Ocean  freight  engaged  and  freight  rates  quoted  on  any  and  all  steamers 
sailing  from  this  port. 

A  fully  equipped  department  is  maintained  for  the  handling  of  custom 
house  entries  and  clearances. 

An  organization  trained  and  experienced  in  the  handling  of  shipments  thru 
this  port  insuring  a  dependable  and  unsurpassed  service. 

Write  for  a  copy  of  our  latest  sailing  schedule  covering 
all  sailings  from  Galveston,  Texas  City  and  Houston. 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


_  Clean  and  Well 
Ventilated 
Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


'  1 
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Digest  of  New  Complaints 

• _ —  • 

No.  12975,  Sub.  No.  1.    Arizona  Packing  Co.,  Cactus,  Ariz.,  vs.  Arizona 
Eastern  Ry.  Co.  et  al. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  fresh  meat 
and  packing  house  products  and  other  perishable  commodities  in 
peddler  cars  from  Cactus  to  other  Arizona  intrastate  destinations. 
Asks  for  just  and  reasonable  rates,  rules  and  regulations  and 
reparation. 

No.  13142.     Missouri  Portland  Cement  Co.,  St.  Louis,  Mo.,  vs.  C.  C.  C. 
&  St.  L.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  prefer- 
ential and  prejudicial  rates  on  Portland  cement  from  Pospect  Hill, 
St.  Louis,  Mo.,  to  stations  in  Illinois  located  on  line  of  C.  C.  C. 
&  St.  L.  Asks  just  and  reasonable  rates. 

No.   13143.     New  York  State  Hay  and  Grain  Dealers'   Assn.,   Auburn, 
N.  Y.,  vs.  Director  General,  as  agent. 

Alleges  rank  discrimination  because  Director  General,  during 
period  of  federal  control,  refused  to  furnish  complainant's  members 
cars  properly  equipped  for  the  transportation  of  bulk  grain.  Asks 
that  members  be  reimbursed  for  cost  of  lumber  involved  in  fur- 
nishing grain  doors  or  bulkheads  for  the  accommodation  of  carload 
sh'pments. 

No.  13144.    Alfred  Gill  et  al.,  trading  under  name  of  Alfred  Gjll  &  Sons, 
Newark,  N.  J.,  vs.  Director  General,  as  agent,  Erie  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  rates  on  grapes 
from  Hammondsport,  N.  Y.,  to  Newark,  N.  J.  Asks  reparation. 

No.  13145.    Greene  Cananea  Copper  Co.,  New  York,  N.  Y.,  vs.  Director 
General,  as  agent,  A.  T.  &  S.  F.  et  al. 

Unjust  and  unreasonable  rates  on  coke  from  Gardiner,  Koehler, 
N.  M.,  and  Segundo,  Colo.,  to  Cananea,  Mex.  Asks  reparation. 

No.   13146.     Salt   Lake  Chemical   Co.,   New   York,   N.   Y.,   vs.   Director 
General,  as  agent,  Chicago  &  Illinois  Western. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial  rates 
on  liquid  magnesium  chloride  from  Burmester,  Utah,  to  Chicago, 
111.  Asks  reparation. 

No.   13147.     Railroad  and  Public  Utilities  Commission  of  the  State  of 
Tennessee  vs.  Director  General,  as  agent. 

Unjust,  unreasonable,  prejudicial  rates  on  wood  from  Lindauer 
to  Mt.  Pleasant,  Tonn.  Asks  reparation. 

No.  13148.    Wisconsin  Dairy  Products  Co.,  Stoughton,  Wis.,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  evaporated  milk  from  Stough- 
ton to  Racine,  Wis.  Asks  reparation. 

No.    13149.     Pennsylvania   Power   and   Light   Co.,   Allentown,    Pa.,   vs. 
Director  General,  as  agent,  Lehigh  &  New  England. 

Alleges  that  charges  for  transportation  of  anthracite  coal  from 
producing  points  to  Hauto,  Pa.,  were  in  excess  of  published  rates 
in  effect  when  shipments  moved.  Asks  reparation. 

No.  13150.     Morris  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  hogs  from  Nashville,  Tenn., 
to  Oklahoma  City.  Okla.  Asks  reparation. 

No.  13151.     Klein-Simpson  Fruit  Co.,.  Los  Angeles,   vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  second  hand  empty  wooden 
apple  boxes  from  Los  Angeles  to  Medford  and  Ashland,  Ore.  Asks 
reparation. 

No.  13152.     Northwestern  Marble  and  Tile  Co.,  Minneapolis,  Minn.,  vs. 
Director  General,  as  agent,  N.  Y.  N.  H.  &  H.  et  al. 

Unjust  and  unreasonable  rates  on  rough  marble  from  Westfield, 
Mass..  to  Minneapolis.  Minn.  Asks  reparation. 

No.    13153.     King    Powder   Co.,    Cincinnati,    vs.    Director    General,    as 
agent. 

Unreasonable  rates  on  powder  from  Middletown  Jet.,  O.,  to 
destinations  in  Ohio,  Kentucky  and  West  Virginia.  Asks  repara- 
tion. 

No.  13154.    American  Splint  Corporation,  New  York,  N.  Y.,  vs.  Director 
General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  rates  on  rough  logs  from  Saint  Armand, 
Que.,  to  Aspen,  N.  J.  Asks  reparation. 

No.  13155.     Romann  &  Bush  Pig  Iron  and  Coke  Co.,  St.  Louis,  Mo'.,  vs. 
Director  General,  as  agent,  Western  Maryland  et  al. 

Unjust  and  unreasonable  charges  on  car  smithing  coal  from 
Douglas.  W.  Va.,  to  Benton,  111.,  reconsigned  to  Tulia,  Tex.,  and 
thence  to  Clifton,  Ariz.,  because  of  demurrage  accrued  through 
failure  of  reconsignment.  Asks  reparation. 

No.  13156.     B.  Clark  &  Sons,  San  Francisco,  Calif.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust,  unreasonable,  unlawful  rates  on  sewer  pipe,  chimney 
pipe  and  hollow  building  tile  from  Glendale,  Calif.,  to  San  Fran- 
cisco and  other  California  points,  and  also  on  fire  clay  and  terra 
cotta  from  Alameda,  Calif.,. to  Portland,  Ore.  Asks  reparation. 

No.   13157.     Western  Paper  Makers'   Chemical   Co..   Kalamazoo,   Mich., 
vs.  D'rector  General,  as  agent.  Alabama  Central  rt  al. 

Unjust  and  unreasonable,  unduly  preferential  and  prejudicial 
rates  on  rosin  from  points  in  the  south  to  Kalamazoo.  Mich.,  as 
compared  with  the  fates  to  Chicago  and  Milwaukee,  and  Jackson 
and  Detroit,  Mich.  Asks  for  rates  not  in  excess  of  those  to  Chi- 
cago and  reparst'on. 

No.  13158.     Nelson  Fuel  Co.  et  al..  Leslie.  W.  Va.,  vs.  C.  &  O.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial and  preferentiai  rates  on  coal  from  points  on  the  Green 
Brier  &  Eastern  to  various  interstate  destinations  in  U.  S.  and  to 
points  in  Canada.  Asks  for  joint  through  rates  on  the  New  River 
district  basis. 

No.   13159.     Terre   Haute  Paper  Co.,   Terre  Haute,   Ind.,   vs.   Director 
General,  as  agent. 

Unjust  and  unreasonable  charges  on  coal  from  Wabash  and 
Speedwell  mines.  Indiana.  Riverside  mine  and  Fontanet.  Ind.,  to 
Terre  Haute,  Ind.,  during  period  of  federal  control.  Asks  repara- 
tion. 

No.  13159.  Sub.  No.  2.     Same  vs.  Same. 

Unjust  and  unreasonable  rptes  on  coal  from  mines  on  P.  C.  C. 
&  St  L.  in  Indiana  to  Terre  Haute,  Ind.  Asks  reparation. 

No.  13159   Sub.  No.  3.     Same  vs.  Same. 

Unjust  pnd  unreasonable  rates  on  coal  from  mines  on  Chicago, 
Terre  Haute  &  Southeastern  to  Terre  Haute.  Ind.  Asks  repara- 
tion. 

No.  13159.  Sub.   No.  1.     Terre  Haute  Paper  Co.,  Terre  Haute.  Ind., vs. 
D'rector  General,  as  agent. 

Unjust  and  unrepsonable  rates  on  coal  from  Pimento.  Seifert. 
Con]  Fluff  and  Clinton,  Ind.,  on  C.  &  E.  I.  to  Terre  Haute,  Ind. 
Asks  reparation. 

No.     13160.     New  York  State  Hay  and  Grain  Dealers'  Assn.,  Auburn, 
N.  Y.,  vs.  Director  General,  as  agent. 

Unlawful  and  unreasonable  charges  on  carloads  of  traffic  from 


points    on    Central    New    York    Southern   to    various    destinations. 
Asks  reparation. 

No.    13161.     Ballard   &   Ballard   Co.,    Inc.,   Louisville,    Ky.,    vs.   Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  wheat  and  corn  from  points 
in  Indiana  to  Louisville,  Ky.  Asks  reparation. 

No.  13162.    Cleveland  Builders'  Supply  and  Brick  Co.,  Cleveland,  O.,  vs. 
Pennsylvania. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial rates  on  cement  from  Wilkinsburg,  Pa.,  to  Cleveland.  O. 
Asks  that  Commission  find  that  reasonable  rate  would  not  exceed 
rate  in  effect  from  Bessemer,  Pa.,  to  Cleveland,  and  reparation. 
No.  13164.  Northwestern  Traffic  and  Service  Bureau,  Inc.,  Minneapo- 
lis, Minn.,  vs.  Missouri  Pacific  and  the  Chicago  &  Northwestern. 

Unjust  and  unreasonable  rates  on  soft  coal  from  Zeigler,  III.,  to 
Hitchcock,  S.  D.,  due  to  alleged  misrouting. 

No.  13165.     Tuffli  Bros.  Pig  Iron  and  Coke  Co.,  St.  Louis,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  coke  from  Benham,  Ky.,  to 
Abilene,  Kan.  Asks  for  reparation. 

No.    13166.      Northwestern    Traffic    and    Service    Bureau,    Minneapolis, 
Minn.,  vs.  Chicago  &  Alton  et  al. 

Unjust  and  unreasonable  charge  on,  coke  from  Wood  River,  111., 
to  Akron.  O.     Asks  for  reparation. 
No.  13167.     Same  vs.  Chicago,  Terre  Haute  &  Southeastern  et  al. 

Same  as  above  as  to  shipments  from  Terre  Haute,  Ind.,  to  Ons- 
low,  la.     Same  prayer. 
No.  13168.    Same  vs.  Chicago  &  Northwestern. 

Same  as  above  as  to  shipment  of  anthracite  coal  from  Milwaukee, 
Wis.,  to  Vesta,  Minn.  Same  prayer. 

No.   13169.     Jones   &  Laughlin   Steel   Co.,   Pittsburgh,   vs.   P.   C.   C.    & 
St.  L. 

Against  a  sixth  class  rate  of  20c  per  100  Ibs.  on  447  carloads  of 
fluxing  limestone  as  unjust  and  unreasonable  to  the  extent  that  it 
exceeds  $2.50  per  gross  ton.  Asks  for  reparation  amounting  to 
$43,864. 

No.    13170.      Dempsey    Grocer   Co.,    Cape   Girardeau,    Mo.,    vs.    A.    T.    & 
S'.  F.  et  al. 

Unjust  and  unreasonable  rates  on  potatoes  from  points  in  North 
Dakota  and  Minnesota  to  Cape  Girardeau;  also  unjustly  discrimi- 
natory as  compared  with  rates  to  Cairo.  Asks  for  just,  reasonable 
and  nonrdiscriminatory  rates  not  greater  than  the  rates  to  Cairo, 
and  reparation. 

No.   13171.     Mutual  Products  Trading  Co.,  Seattle,  Wash.,  vs.  Oregon- 
Washington  R.  R.  &  Nav.  Co. 

Unjust   and   unreasonable    unloading   and   dock    charges  on   steel 
bars  at  Seattle,  destined  to  Japan.     Asks  for  reparation. 
No.   13172.     The   Board  of  Commissioners  of  the  City  of  Hoboken  vs. 
D.  L.  &  W. 

Against  increases,  effective  October  1,  in  ferry,  vehicle  and  pas- 
senger fares  and  charges  between  New  York  and  Hoboken.     Asks 
for  a  hearing  and  for  the  rejection  of  D.  L.  &  W.  Ferry  Tariff  2. 
No.  13173.    Milwaukee  Association  of  Commerce.  Milwaukee,  Wis.,  vs. 
C.  M.  &  St.  P.  Ry.  Co.  et  al. 

Against  the  scheme  of  rates  on.  hard  and  soft  coal  from  Duluth 
and  Superior,  established  under  the  Commission's  order  in  Docket 
6194,  as  unjust,  unduly  prejudicial  and  disadvantageous  of  coal 
shipments  from  Milwaukee.  Asks  for  the  removal  of  the  unjust 
discrimination  and  undue  preference,  and  reasonable  rates  on 
hard  and  soft  coal  from  Milwaukee. 

No.    13174.     Wilson    &   Co.,   Inc.,    Oklahoma   City,    Okla.,    vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  mixed  and  straight  carload  ratings  on, 

fresh    meat    from    Oklahoma    City    to    New    York,    the    joint    rates 

exceeding  the  aggregate  of  the  intermediates.    Asks  for  reparation. 

No.  13175.     Heywood-Wakefield  Co.,  San  Francisco,  Cal.,  vs.  Cleveland, 

Cincinnati,  Chicago  &  St.  Louis  Ry.  Co.  et  al. 

Against   charges   on)  school  chairs   from   Louisville,   Ky.,   to  San 
Francisco  and  a  minimum  of  30.000  Ibs.    Asks  for  just  and  reason- 
able minimum  weights,  rules,   regulations  and  reparation. 
No.   13176.     Public  Service  Commission   of   Nevada  vs.   American  Ry. 
Express  Co. 

Against  the  zoning  system  in  connection  with  express  rates,, 
wh'ch  are  claimed  to  be  generally,  if  not  always,  higher  to,  from 
and  through  Nevada  than  anywhere  else  in  Zone  4,  and  to  be 
unjust  and  unduly  prejudicial,  and  in,  excess  of  the  intrastate 
rates.  Asks  for  just  and  reasonnble  express  rates. 

No.   13177.     Winslow  &  Co.,  Inc.,  Portland,   Me.,  vs.  Director  General, 
as  agent. 

Against  the  rates  charged  during  federal  control  on  clay  from 
Perth  Amboy  to  Portland  as  excessive  and  growing  out  of  alleged 
misrouting.  Ask  for  reparation. 

No.   13178.     Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.   Director  General,   as 
agent. 

Against    the    application    of   a    third    class    rate    of   74c    on    fresh 
meats  from  Kansas  City  to  Oklahoma  City  as  unjust  and  unreas- 
onable to  the  extent  that  it  exceeded  rates  contemporaneously  in 
effect  to  the  intermediate  p^int  of  Omaha  or  a  subsequently  estab- 
lished rate  of  4?c  to  Kansas  City.    Ask  for  reparation. 
No.  13179.    Vim  Motor  Truck  Co.,  Philadelphia,  Pa.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  storage  charges  on  motor  trucks,  mov- 
ing Philidelnh'a  to  Pittsburgh,  allee-ed  to  have  b"en  stored  without 
anthiritv  at  Fpst  Liberty  Pa.  Asks  for  reparation. 

No.   13180.     E.  A.  Tovrea  &  Co.,  Bisbee.    Ariz.,    vs.    the    Director   Gen- 
ernl.  as  agent. 

Unjust  and  unreasonable  rates  on  live  stock  from  points  in  Ari- 
zona to  B'shee.  Ask  for  reparation. 

No.   13181.     Burlington   Snipers'   Assn.   et  al.,   Burlington,   la.,   vs.    the 
Akron,  Canton  &  Youngstown  et  al. 

Un.lust  and  unreasonable  carload  rates  on  salt  from  points  in 
Mich'gan.  Oh'o  and  Indiana  to  Burlington.  Asks  for  just  and 
reasonable  rates  and  reparation. 

No.  13182.     The  Wichita  Board  of  Commerce,  Wichita,  Kan.,  vs.  A.  T. 
&  R.  F.  et  al. 

Unjust  and  unreasonable  combinatien  rates  on  cotton  piece 
goods  from  points  east  of  the  Indiana-Illinois  state  lin,e.  Asks  just 
and  reasonable  rates  and  reparation. 

No.    12183.      The   National    Association   of   Sand   and   Gravel   Producers 
vs.  Southern  Ry.  et  al. 

Unjust  and  unreasonable  rates  on  sand,  gravel  and  crushed  stone 
fr"m  points  in  Virg;nla.  North  Cnrolma.  S'otith  Carolina,  Georgia, 
Florida,  Kentucky,  Tennessee.  Alnbnma.  M'ss'ssippi  and  Louis- 
iana to  destinations  in  the  snme  general  territory.  Ask  the  modi- 
fication of  the  rates  estaW'Oird  under  T5x  Parte  No.  74.  or  such 
othev  rates  as  the  Cornmiss''on  may  deem  just  and  reasonable. 
No.  13184.  Portland  Traffic  pnd  Tr^nspdrtation  Assti.  and  the  National 
Tank  and  P'ne  Co..  PTtlsnd.  Ore.,  vs.  Ann  Arbor  R.  R.  et  al. 

Unjust  and  unreasonable  rates  on  redwood  tank  and  silo  mate- 
rials from  Portland  and  other  points  in  Oregon  to  interstate  des- 
tinations; also  minimum  weights  on  same.  Ask  for  just,  reason- 
able and  non-prejudicial  rates  and  minima  not  to  exceed  those 
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Ship  via  New  Bedford 

A  (MASS.) 

Southern  Gateway  to  New  England 


Full  co-operation  will  be  given  in 
developing   traffic    through   the  port. 
Market  and  business  data,  credi',  in- 
formation, etc.,  furnished  on  request. 
Write  to  any  of  the  following: 
David  Duff  &  Son  (Coal) 
Greene  &  Wood  (Lumber) 
Gunning  Bailer  &  Machine  Co. 
New  Bedford  Boiler  &  Machine  Co. 
New  Bedford  Storage  Warehouse  Co. 
Slocum  &  Kilburn(Mi"'sEi;cptr>Ship) 

or 

New  Bedford  Board  of  Commerce 


Most  Convenient  Port  on  New  England  Coast 

Big  Sheltered  Harbor—Mean  Depth  25  Feet 

Modern  Steel  and  Concrete  Pier  Facilities 

Big  Transit  Shed  and  Rail  Sidings  on  Pier 

Up-to-date  Freight  Handling  Equipment 

Supporting  Warehouse  Space  of    1,250,000  Square 
Feet,  Connected  with  Pier  by  Rail 

Served  by  N.  Y.,  N.  H.  &  H.  Railroad 
Direct  Daily  Boat  Service  to  New  York 

Direct  Steamer  Service  to  Lisbon,  Portugal, 
via  Azores  Islands 


Recognized  as  Chief  New  England  Storage  and  Distributing  Point  for  Cotton 

Strategically  Located  as  Distributing  Point  for  New  Engiand  on  Coal, 

Lumber,  Fruit,  Etc. 


RAILROAD  CONNECTIONS 

Freight  shipped  over  PORT  OF  TACOMA  PIER  ONE 

may  be  routed  via  any  of  four  great  transcontinental 
railway  systems  and  their  connections,  the  Chicago,  Mil- 
waukee (3&  St.  Paul,  Northern  Pacific,  Great  Northern, 
and  Union  Pacific.  Cars  from  these  roads  are  switched 
alongside  our  sheds  or  to  ships  loading  at  our  docks 
without  extra  charge  to  the  shipper,  thereby  insuring 
fast  and  economical  service. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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applicable    upon    shipments   of   similar   materials    from   California 
points  to  the  same  consuming  markets. 

13185.  F.  R.  Phillips  &  Sons,  Philadelphia,  Pa.,  vs.  the  Boston  & 
Albany. 

Against  a  storage  charge  of  $5  per  day  assessed  on  seventeen 
carloads  of  steel  billets  at  East  Boston.  Ask  for  reparation  or 
?6,100. 

13186.  The  Raymond  P.  Lipe  Co.,  Bryan  and  Toledo,  O.,  vs.  the 
Director  General,  as  agent. 

Unjust  and  unreasonable  charges  on  oats  from  Pekin,  111.,  to 
Yonkers,  N.  Y.,  by  reason  of  alleged  misrouting.  Ask  for  repara- 
tion. 

13187.  The  Standard  Brick  Co.,  Inc.,  Macon,  Ga.,  vs.  the  Georgia, 
Florida  &  Alabama  et  al. 

Unjust  and  unreasonable  rates  for  the  transporaation  of  hollow 
building  blocks,  Macon,  Ga.,  to  Jacksonville,  Fla.,  destined  for 
points  beyond.  Ask  for  just  and  reasonable  rates  and  reparation. 

13188.  West  Virginia  Pulp  and  Paper  Co.,  Inc.,  New  York  City,  vs. 
the  Director  General,  as  agent. 

Against  the  application  of  a  sixth  class  rate  of  19c  on  sulphate 
of  alumina,  Marcus  Hook  to  Williamsburg.  Ask  for  reparation. 

13189.  The  Ozark  Cider  &  Vinegar  Co.,  Rogers,  Ark.,  vs.  Direc- 
tor-General,  as  agent. 

Unjust,  unreasonable,  unduly  preferential  and  discriminatory 
rates  on  vinegar  stock  between  points  in  Arkansas.  Asks  rep- 
aration. 

13190. — Prescott  &  Northwestern  R.  R.   Co.,  vs.   Director-General, 
as  agent. 

Unjust,  unreasonable,  and  inadequate  divisions  of  lumber  rates 
via  the  Memphis,  Dallas  &  Gulf  and  the  Missouri  Pacific.  Asks 
reparation. 

13191.  Vim  Motor  Truck  Co.,  Philadelphia,  Pa.,  vs.  Pennsylvania 
et  al. 

Unjust  and  unreasonable  demurrage  charges  on  motor  trucks  at 
Savannah,  Ga.  Asks  reparation. 

13192.  Lucas   E.   Moore   Stave  Co.,   New  Orleans,   La.,   vs.   A.   T. 
&   S.   F.   et  al. 

Unjust  and  unreasonable  rates  on  wooden  casks  from  New 
Orleans  to  St.  Paul  and  South  St.  Paul,  Minn  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation. 

13193.  The   Ingram   Day   Lumber  Co.,   Lyman,   Miss.,   vs.   Gulf  & 
Ship  Island  et  al. 

Unjust  and  unreasonable  rates  on  lumber  from  Lyman  to  Gulf- 
port  and  Mobile.  Asks  cease  and  desist  order  and  reparation. 

13194.  Compani   de   Real   Del   Monte   Y   Pachuca,    Pachuca,   Mex- 
ico,  vs.   Director-General,   as   agent. 

Unjust  and  unreasonable  rates  on  cyanimid  of  sodium  from 
Niagara,  N.  Y.,  to  points  in  Mexico.  Asks  cease  and  desist  order 
and  reparation. 

13195.  Western   Cartridge   Co.,    East   Alton,    111.,   vs.    C.    C.    C.    & 
St.   L.   et  al. 

Unjust  and  unreasonable  rates  on  cartridge  brass  from  Bridge- 
port, Conn.,  and  Lowell,  Mass.,  to  East  Alton,  111.  Asks  repa- 
ration. 

13196.  Lexington    (Ky.)    Granite    Co.,    Inc.,    vs.    Director-General, 
as  agent. 

Lnjust  and  unreasonable  rates  on  rough  granite  from  Barre, 
Vt.,  to  Louisville,  Ky.  Asks  Just  and  reasonable  rales  and 
reparation. 

13197.  Strong  &   Trowbridge   Co.,   New  York  City,   vs.   Director- 
General,   as  agent. 

Unjust  and  unreasonable  charges  on  shipments'  of  galvanized 
wire  from  Kansas  City  to  San  Francisco  for  export  to  New  Zea- 
land. Asks  reparation. 

13198.  Chicago  Live  Stock  Exchange  vs.  C.  &  N.  W.  et  al. 
Unjust    and    unreasonable    rates   on    live    stock    from    points    in 

Wisconsin  to  Chicago.     Asks  reparation. 

13199.  West  Coast  Lumbermen's  Association,   Portland,  Ore.,  vs. 
Sou.  Pac.  et  al. 

Unjust  and  unreasonable  rates  on  box  shooks,  crate  material 
and  shingles  from  points  in  Washington  and  Oregon  to  points 
in  California.  Asks  reparation. 

13200.  Wilson    &    Co.,    Inc.,    Chicago,    vs.    Director-General,    as 
agent. 

Unjust  and  unreasonable  rates  on  sugar  from  Price,  Utah,  and 
Pueblo,  Colo.,  to  Chicago.  Asks  reparation. 

13201.  Wilson    &    Co.,    Inc.,    Chicago,    vs.    Director- General,    as 
agent. 

Unjust,  unreasonable  and  discriminatory  rates  on  fresh  meats 
and  salted  meats  from  Faribault,  Minn.,  to  points  in  Official 
Classiflcatiton  territory.  Asks  reparation. 

13202.  Wilson   &  Co.,   Inc.    (Oklahoma),   vs.    Director-General,    ;is 
agent. 

Unjust  and  unreasonable  rate  on  inedible  tallow  from  Oklahoma 
City  to  Key  West,  Fla.,  for  export  to  Havana.  Asks  reparation. 

13203.  The  Steel  &  Tube  Co.  of  America,  New  York,  vs.  M.,  St.  P. 
&  S.  Ste.  M.  et  al. 

Unjust  and  unreasonable  minimum  charge  of  $15  per  car  on 
mine  timbers,  logging,  etc.,  from  points  in  northern  Michigan  and 
Wisconsin  to  Ironwood  and  Bessemer,  Mich.  Asks  reparation. 

13204.  Kellogg  Toasted  Corn  Flake  Co.,  Battle  Creek,   Mich.,  vs. 
Ann  Arbor  et  al. 

Unjust  and  unreasonable  rates  on  soft  coal  from  the  Ohio  fields 
and  from  the  inner  and  outer  crescent  fields  to  Battle  Creek. 
Mich.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 

13205.  Chicago,  Lake  Shore  &  South  Bend  Ry.  Co.   vs.   L.   E.   & 
W.  et  aJ. 

Complains  of  alleged  refusal  of  defendants  to  enter  into  re- 
ciprocal switching  arrangements  at  Michigan  City.  Asks  cease 
and  desist  order,  and  just  and  reasonable  switching  arrangements. 


JACKSONVILLE  TERMINAL  NOTE 

Authority  has  been  granted  by  the  Commission  to  the  Jack- 
sonville Terminal  Company  of  Jacksonville,  Fla.,  to  issue  a 
note  for  $70,000  to  the  Florida  National  Bank  of  Jacksonville, 
Fla.,  payable  90  days  after  date,  with  interest  at  not  exceeding 
7  per  cent  per  annum,  in  the  place  of,  and  upon  the  maturity 
of,  a  note  for  $67,500,  dated  July  24,  1921,  payable  90  days  after 
date.  In  connection  with  the  negotiation  of  the  proposed  $70,- 
000  note,  a  loan  procured  from  the  same  bank  for  the  benefit 
of  the  terminal  company  by  the  Atlantic  Coast  Line,  one  of  its 
proprietary  tenants,  will  be  reduced  from  $72,500  to  $70,000. 
The  Commission  said  the  indebtedness  of  the  terminal  company, 
therefore,  would  not  be  increased  by  the  issue  of  the  proposed 
note. 


S.  W.  TRAFFIC  LEAGUE  MEETING 

The  annual  meeting  of  the  Southwestern  Industrial  Traffic 
League  will  be  held  at  the  Texas  Hotel,  Fort  Worth,  Texas, 
Wednesday,  November  2.  The  docket  follows: 

1.  Roll  call  and  reading  of  minutes  last  meeting. 

2.  Treasurer's  report. 

3.  Report  of  Standing  Committees — (a)   Classification,   Carl  Gles- 
sow;  (b)  Claims,  H.  C.  McChord;  (c)  Legislative,  R.  C.  Fulbright;  (d) 
Rates  and  Tariff  Construction,   G.   J.  Vizard;    (e)   Membership,   F.  E. 
Potts. 

4.  Reports  from  special  committees. 

5.  Unfinished  business. 

6.  New  business — (a)   Finances  of  the  League;   (b)   Consolidation 
of  Railways   (see  63  I.  C.  C.  455);   (c)  I.  C.  C.  Rules  for  Posting  and 
Furnishing  Tariffs;  (d)  Re-establishment  of  L.  C.  L.  commodity  rates 
in  Southwest;   (e)  Withdrawal  from  I.  C.  C.  of  power  to  fix  minimum 
rates. 

7.  Annual  election  of  officers  and  directors. 


HAY,  D1NWIDDIE,  1ND.,  TO  MEMPHIS 
An  agreement  was  reached  at  the  hearing  on  No.  12852, 
Farmers'  Elevator  Company  of  Southern  Lake  County,  Ind.  vs. 
C.  I.  &  L.  et  al.,  before  Examiner  Warren  H.  Wagner,  in  Chi- 
cago, October  17.  The  complainants  sought  reparation  on  30 
cars  of  hay,  shipped  from  Dinwiddie,  Ind.,  to  Memphis,  Tenn., 
in  January,  1921,  amounting  to  $455.  It  was  their  contention 
that  the  same  rate  should  have  been  charged  on  these  shipments 
from  Dinwiddie  to  Memphis,  which  is  located  on  a  branch  line  of 
the  Monon,  as  was  charged  from  Lowell,  located  three  miles 
distant  on  the  main  line  of  that  railroad.  The  rate  paid  was 
a  combination  of  47  cents,  while  the  commodity  rate  applicable 
on  the  Lowell  shipments  was  30  cents.  A.  C.  Tumy,  assistant 
general  freight  agent  for  the  Monon,  said  his  line  admitted  that 
the  claims  of  the  complainant  were  reasonable.  He  said  the 
lower  rate  had  been  established  from  Dinwiddie  since  the  ship- 
ments in  question  moved  and  that  it  would  have  been  established 
before  the  movement  had  the  shipper  so  requested. 

CONSTRUCTION    OF   NEW    LINE 

The  Kansas  &  Oklahoma  Southern  Railway  Company  has 
applied  to  the  Commission  for  authority  to  complete  the  con- 
struction of  approximately  65  miles  of  railroad  between  Caney, 
Kan.,  and  Vinita.  Okla.  The  road  will  pass  through  an  exten- 
sive and  very  productive  farming  country,  the  company  stated. 
The  line  will  make  connection  with  the  Missouri  Pacific  and  the 
A.  T.  &  S.  F.  at  Caney,  Okla. 


FEDERAL    VALLEY    NOTES 

The  Federal  Valley  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  not  exceeding  $30,560.60  of  7  per 
cent  notes,  maturing  within  18  months  from  date,  the  proceeds 
to  be  used  for  meeting  indebtedness  incurred  in  maintenance 
of  service,  in  repairing  and  replacing  the  right-of-way  of  the 
railroad  and  in  the  creation  of  a  larger  working  capital. 


LINER   MAKES   QUICK   TRIP 

The  S.  S.  Edward  Luckenbach,  which  sailed  from  New  York 
September  24,  8  p.  m.,  arrived  at  the  port  of  Los  Angeles  Octo- 
ber 10,  at  2:45  a.  m.,  making  the  trip  in  15  days  and  7  hours 
notwithstanding  the  fact  that  the  economies  recently  inau- 
gurated at  the  Panama  Canal  resulted  in  canal  delays  of  25 
hours  instead  of  about  9  hours,  as  has  been  the  previous  practice. 


APPLICATION  TO  CONSTRUCT  LINE 
The  McClellanville  and  Santee  Railroad  Co.  has  applied  to 
the  Commission  for  authority  to  build  twenty  miles  of  railroad 
between  Jamestown  and  McClellanville,  S.  C.  The  district  to 
be  served  is  rich  in  timber  and  gives  promise  of  considerable 
agricultural  development,  the  applicant  says.  The  road  would 
connect  with  the  Seaboard  Air  Line  at  Jamestown. 


LOG  CAR  SERVICE  ON  THE  C.  M.  &  ST.  P. 

(Continued   from   page   812) 

and  the  witness  said  that  he  thought  the  Commission  ought  to 
order  the  carrier  to  furnish  20  cars  a  day  to  his  company,  an 
assurance  that  he  said  would  be  required  in  order  to  insure 
steady  all-year-round  operation. 

The  defendant's  testimony  in  the  lumber  companies'  com- 
plaint of  poor  log  car  service  on  the  Superior  division  of  the  C.  M. 
&  St.  P.  was  put  in  October  21.  It  consisted  chiefly  of  exhibits 
and  figures  to  show  that  the  St.  Paul  road  had  doubled  its  flat 
car  equipment  since  1913,  and  that  in  the  first  eight  months  of 
1921  its  net  earnings  were  $23,000,000  less  than  the  5%  per 
cent  alleged  by  the  railroad  to  have  been  contemplated  by  the 
transportation  act.  It  was  also  said  that  the  lumber  cutters 
frequently  waste  many  car  days  by  allowing  cars  to  stand 
around  more  than  24  hours  before  loading  and  unloading. 


Copies  of  the  current  DAILY  TRAFFIC  WORLD 
for  eastern  subscribers  are  mailed  on  the  "Broadway 
Limited"  and  "20th  Centurv  Limited"  trains. 
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Gulfport  Harbor,  Gulfport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 

No  wharfage  charges.  No  handling  from  cars  to  shipside.     Each 
No  handling  charges  on  lumber  and  articles  car   is   placed  alongside  ship  with  con- 
taking  lumber  rates.  tents  in  reach  of  ship's  tackle,  avoiding 
No  charges  for  storage  in  open  storage  yards.  breakage,  shortage  and  defacement. 

Nearly  two  mile's  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 

Served  by  the 

GULF  AND  SHIP  ISLAND  RAILROAD 


Inquiries  as  to  the  advantages  of  this  port  are  solicited. 


T.  E.  Harris,  Traffic  Manager 
Gulf  and  Ship  Island   Railroad 


Gulfport,   Mississippi 
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TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  x-tll  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  ai>v  knowledge.) 

Akron  Traffic  Association.  S.  J.  V.  itt,  Pres.;  H.  L.  Sova- 
coolj  Secy. 

Atlanta — Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore— Traffic  Club  of  Baltimore.  W.  W.  Tingle  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy.- 
Treas. 

Brooklyn— Traffic  Managers'  Club  of  Brooklyn.  Hugh  Mil- 
ler, Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo— Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R  J. 
Walsh,  Secy. 

Canton,  O.— Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio.— Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  .Y.— Industrial  Traffic  Club  of  Cortland.  H.  B. 
Darling,  Ch;iirni;tn;  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  A.  L.  Reed,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O.— Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
0.  Burwpll.  SPPV. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres.;  C  J 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field.  Secy. 

El  Paso  Traffic  Club.  N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W  Eismann 
Secy. 

Flint,  Mich.— Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne,  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  H.  E.  Fairweather, 
Chairman;  E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C  F.  Laue 
Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.:  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams. Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  F.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

'ackson  (Mich  ,  Traffic  Club  of  the  Jackson  Chamber  of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer. Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  Robert  Wal- 
lace, Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J  T 
Ross,  Secy.-Treas. 

L,os  Angeles  Transportation  Club.  J.  M.  Ford,  Pres. ;  L  G 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long  Pres  •  W  T 
Vandpnburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.  Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 

Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 


ers' Club.     W.  H.  Gugler,  Chairman;  W.  T.  Leonard,  Secy. 

Marion    (Ohio)    Traffic   Club.     H.   E.   Stiffler,   Pres.;    W.   R. 
Awkland,  Secy. 

Memphis  Traffic  Club.    J.  M.  Walsh,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.     F.  M.  Elldnton,  Pres.;  R.  S.  Dahl, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.     J.  E.  Neville,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Rennie,  Secy. 

New  England  Traffic  Club,  Boston.    C.  A.  Anderson,  Pres.; 
P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.     R.  J.  Menzies,  Pres.;   C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commprce.     E.  J.  Tarof,  PI-PS.;    P.  W.  Moore.  SPcy. 

Oklahoma  City   Traffic   Club.     H.   C.   Conley,   Pres.;    K.   C. 
Baker,  Secy. 

Omaha — Traffic   Managers'   Committee,   Omaha   Chamber  of 
Commerce.     C.  E.  Childe.  Chairman;   E.  A.  Stringer.  Secy. 

Oshkosh,    Wis.,   Traffic   Club.      C.    M.    Starks,    Pres.;    R.    J. 
Hodson,   Secy.-Treas. 

Peoria  Transportation  Club.    H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Trpas. 

Philadelphia  Traffic  Club.    W.  B.  Grieves,  Pres.;  W.  H.  Mont- 
gomery, Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadplphia 
C.  H.  Rolf.  Pres.;   T.  Noel.  Butler,  Secy. 

Pittsburgh    Traffic     Club.       George   A.   Buse,   Pres.;    E.   A. 
Hynes,  Secy. 

Pittsburgh   Traffic   and    Transportalion    Association.     S.    R. 
Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.    C.  T.  Spooner,  Pres.; 
F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.     E.  M.   Burns,   Pres.;    W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providpncp  Chamber 
of  Commerce.    G.  E.  Allen,  Chairman;   E.  C.  Southwick,  Secy. 

Ridgeway,   Pa. — Traffic  Club  of  Elk  County.     W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  flip  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;   J.  T.  Preston,  Secy. 

Rochester,  N.  Y. — Traffic  Council  of  thp  TCorlipstpr  fliamber 
of  Commerce.     A.  T.  Cobb,  Chairman;   F.  W.  Burton.  Secy. 

St.  Louis  Traffic  Club.    A.  F.  Versen.  Pres.:  J.  R.  Beil,  Secy. 

San  Francisco  Transportation  Club.    W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San    Francisco. — Pacific   Traffic   Association.     M.    B.    Baker, 
Pres.;  W.  C.  Patterson,  Secy. 

Seattle  Transportation   Club.     F.  W.  Graham,  Pres.;   E.  W. 
Mosher,  Secy.-Treas. 

Sioux  City,  la.— Traffic  Managers'  Club  of  Sioux  City.     R.  A. 
Zwemer,  Pres.;   R.   R.  Wigton,  Secy. 

Spokane  Transportation  Club.   W.  H.  Ude,  Pres.;  G.  B.  King, 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.     A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.     W.  J.  O'Neil,  Pres.;    F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.     W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton   (N.  J.)   Traffic  Club.    M.  D.  Warren,  Pres.;   F.  J. 
Quick,  Secy. 

Troy,  N.  Y.— The  Traffic  Club,  Inc.,  of  Troy.     W.  J.  Cipperly, 
Pres.;  H.  A.  Zeff,  Secy. 

Utica   (N.  Y.)   Traffic  Club.     R.  E.  Fitch,  Pres.;    C.  E.  Dar- 
•rigrand,  Secy,  and  Treas. 

Tulsa,  Okla.— Transportation  Club  of  Tulsa.    A.  C.  Holmes, 
Pres.;   R.  C.  Hughes.  Secy. 

Waco  Traffic  Club      C.  H.  Carringer,  Pres.;   Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.     C.  E.  Phelps,  Pres.:  J.  T.  M.  Du- 
vall.  Actine  SPOV 

Whppling  (W.  Va.)  Traffic  Club.    H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita   Traffic   Club.    G.   P.   Nissen,   Pres.;    H.   G.  Watts, 
lecy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 
W.  Chatham,  Jr.,  Secy.-Treas. 

.Worcester   (Mass.)   Traffic  Association.     J.   P.   Sloan,  Pres.; 
J.   H.   Lane,   Secy. 

York   (Pa.)   Traffic  Club.    W.  L.  Rupp,  Pres.;   J.  F.  Baird, 
Secy.-Treas. 


W.    &    L.    E.    BONDS 

The  Wheeling  &  Lake  Erie  has  been  authorized  by  the 
Commission  to  issue  $125,000  of  refunding  mortgage  6  per  cent 
bonds  for  pledging  with  the  Secretary  of  the  Treasury  as  partial 
security  for  a  loan  of  $1,460,000  from  the  government.  The 
company  also  was  authorized  to  repledge  $924.000  of  mortgage 
bonds  for  short-term  notes. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gull  &  Pacific  Steamship 
Corporation-  A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  'or  Ball  West  All-leap  Service — 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING   II.   HELLER,   Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Manager 
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Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

October  24 — Washington,  D.   C.: 

*  13135 — In   the   matter  of   jurisdiction   over  the   depreciation   charges 

of  Washington  Ry.  &  Elec.  Co. 
October  24 — New  York,  N.  Y. — Examiner  Barclay: 

*  12066 — Construction  and  repair  of  railway  equipment  (P.  &  R.  Ry.). 
October  24— Phoenix,  Ariz. — Examiner  Seal: 

12975 — Arizona  Packing  Co.  VB.  Arizona  Eastern  et  al. 
12976 — Arizona  Packing  Co.  vs.  Arizona  Eastern  et  al. 
October  24 — New  York,  N.  Y. — Examiner  Eddy: 
12885 — United   States   Nickel   Co.   vs.    Director  General   and   Rarltan 

River  R.  R. 
October  24 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 

I.  and  S.  1397 — Routing  on  lumber  from  C.  M.  &  St.  P.  Ry.  In  Wash- 
ington via  Morengo,  Wash. 
October  24 — St.  Joseph,  Mo. — Examiner  Money: 

12862 — Commerce  Club  of  St.  Joseph.  Mo.  vs.  Alton  &  Sou.  et  al. 
October  24 — Chadbourn,  N.  C.— Examiners  Butler  and  Roth: 
12893 — Transportation   of  strawberries   by   express   in   C.   L.   lots,    in 

passenger  trains  from  Florida  to  northern  markets. 
October  24 — Argument  at  Washington,  D.  C. : 

11742 — Brazil  Clay  Co.  vs.  Director  General.  Central  Indiana  et  al. 
11742  (Sub.  No.  1) — Clay  Products  Co.  vs.  Director  General  et  al. 
.    11816 — Southern    Fire   Brick   and  Clay   Co.   vs.   Director  General,   aa 

agent,  C.  &  E.  I.   R.   R.  Co. 
11423 — Bedford  Cut  Stone  Co.  et  al.  vs.  Director  General,  C.  I.  &  L. 

R.  R.  Co.  et  al. 
11335— Ingalls  Stone  Co.  vs.   Director  General,  C.  I.  &  L.  R.  R.  Co. 

et  al. 
11716— Clinton  Paving  Brick  Co.  et  al.  vs.  Director  General,  C.  &  E. 

I.  R.  R. 

11723 — National  Drain  Tile  Co.  vs.  Director  General.  C.  &  E.  I.  R.  R. 
October  25 — Argument  at  Washington,  D.  C. : 

*  12211 — Haskins  Bros.  &  Co.  vs.  Director  General.  C.  B.  &  Q.  et  al. 

*  11809 — XIardcn   Orth  &  Hastings  Co.  vs.   Director  General,  C.   M.   & 

St.  P  et  al. 

11571 — Lautz  Bros.  &  Co.  vs.  Director  General,  as  agent. 
11560 — Swift  &  Co.  vs.  Director  General,  as  agent. 
338 — Morris  &  Co.  vs.  Director  General,  as  agent. 
12209 — The  Cudahy  Packing  Co.  vs.  Director  General,  as  agent. 
12061 — Wilson  &  Co.  vs.  Director  General,  as  agent. 
11614 — Fels  &   Co.   vs.   Director  General,   as   agent,   B.   &   O.   R.    R. 

Co.  et  al. 

11905 — Armour  &  Co.  vs.  Director  General,  as  agent. 
12369  and  Sub.  No.  1— Peet  Bros.  Mfg.  Co.  vs.  Director  General. 
October  25 — New  York,  N.  Y. — Examiner  Barclay: 

I2066 — Construction  and  repair  of  railway  equipment  (Erie  R.  R.). 
October  25 — Washington,  D.  C. — Exnm'npr  Early: 

I.  and  S.  1405 — Cottonseed  cake,  meal  and  oil  from  Arkansas,  Louisi- 
ana,  Missouri,  Oklahoma  and  Texas. 
October  25 — New  York.  N.  Y. — Examiner  Eddy: 
12861 — Le  Prestre,  Miller  &  Co.,   Inc.,  vs.  Erie. 
October  25— Phoenix,  Ariz.— Examiner  Seal: 

12992 — W.  J.  Corbett  Hardware  Co.  et  al.  vs.  Director  General. 
October  25— Seattle,   Wash.— Examiner  H.  J.  Wagner: 
12899 — Pacific  Coast   Shippers'   Assn.,   Inc..   et  al.   vs.   Director  Gen- 
eral, Arizona  Eastern  R.  R.  et  al. 
October  26 — New  York,  N.  Y. — Examiner  Eddy: 

I.  and  S.  1409 — Creosote  and  gas  tar  oils  from  Chicago  and  St.  Louis 

to  St.  Paul  and  Duluth. 
October  26— Chicago,   111. — Examiner  W.   H.   Wagner: 

11105— I'nited  Chemical  and  Oiganic  Products  Co.  vs.  Director  Gen- 
eral,  Indiana   Harbor  Belt  et  al.   (further  hearing — time   fixed  for 
filing  briefs  at  previous  hearing  has  been  set  aside). 
12898— Illinois  Coal  Traffic  Bureau  vs.  Alton  &  Southern  et  al. 

October  26 — Memphis,  Tenn. — Examiner  Fleming: 

12750 — Memphis  Freight  Bureau,  for  Abston,  Wynne  &  Co.  et  al.,  vs. 
Mo.  Pac.  et  al. 

12750  (Sub.  No.  1)— Memphis  Freight  Bureau,  for  F.  G.  Barton  & 
Co.  et  al..  vs.  Director  General. 

12750  (Sub.  No.  2) — Memphis  Freight  Bureau,  for  Humphreys  O'Sul- 
livan  Co.  et  al.,  vs.  Director  General. 

13045— Memphis  Freight  Buteau,  for  Barnwell  &  Co.  et  al.,  vs.  Di- 
rector General  and  M.  &  O. 

13046 — Memphis  Freight  Bureau,  for  A.  B.  Falk  &  Co..  vs.  Director 
General  and  Alabama  &  Vicksburg. 

October  26 — Atchison,  Kans. — Examiner  Money: 
12859 — The  Hixon  Lumber  Co.  vs.  C.  B.  &  Q.  et  al. 

October  26— Seattle.  Wash. — Examiner  H.  J.  Wagner: 
13062— Clear  Cedar  Shingle   Co.   vs.    Director   General,    O.-W.   R.    & 
N.  Co. 

October  26 — Phoenix.  Ariz. — Examiner  Seal: 
13063 — Traffic  Bureau,  Chamber  of  Commerce.  Phoenix,  Ariz.,  et  al. 

vs.  Director  General  and  Sou.  Pac. 
October  26 — Argument  at  Washington,  D.  C.: 
11463 — The  Lehigh  Valley  Coal  Co.  vs.  Director  General. 
11192— The  Lehigh  Valley  Light  and  Power  Co.  vs.  Director  General 

and  L.  &  N.  E. 

11692 — Lehigh  Coal  and  Navigation  Co.  vs.  Director  General. 
11543— Shibakawa  &  Co.,  Inc..  vs.  P.  &  R.  et  al. 
October  27 — Boston,  Mass.— Examiner  Eddy: 

12853— Boston  Wool  Trade  Assn.  vs.  Clyde  S.  S.  Co.  et  al. 

I.  and  S.  1404 — Iron  and  steel  articles  from  Boston  and  other  points 

to  Maine  Central  R.  R.  destinations. 
October  27 — Seattle,  Wash. — Examiner  H.  J.  Wagner: 
12923 — Pioneer   Lumber   Co.    et   al.    vs.    Director   General.    Northern 

Pacific. 

October  27— Argument  at  Washington,  D.  C.: 
11644 — The  I'pson  Co.  vs.  Erie  et  al. 

<H=C? — Standard  Export  Lumber  Co..  Ltd..  vs.  Director  General  et  al. 
J|53 — lieaumont  Chamber  of  Commerce  vs.  Director  General  et  al. 
11606 — John  E.  Murray  vs.  Director  General. 


October  28 — Lincoln,  Nebr.— Examiner  Money: 

*  I   and  S  1424 — Fruits  and  vegetables  to  Hastings  and  Grand  Island, 

Nebr. 
October  28 — Kansas  City,  Mo. — Examiner  Wagner: 

12911 — Cement  rates  from  Sugar  Creek,  Mo.,  to  Kansas  City,  Mo. 
10421 — Lehigh   Portland   Cement   Co.   vs.   Director  General,   A.   T.   & 

S.  F.  et  al. 
10517 — Atlas  Portland  Cement  Co.  vs.  Director  General,  A.  T.  &  S. 

F.  et  al. 

October  28 — New  York,  N.  Y. — Examiner  Barclay: 
12066 — Construction  and  repair  of   railway  equipment    (C.   R.   R.   of 

N.  J.). 

October  28 — Memphis,  Tenn.— Examiner  Fleming: 
I.    and    S.    1410— Grain    and    grain    products    from    Memphis,    Tenn. 

originating  beyond,  destined  to  Carolina  territory. 
October  28 — Chicago,   111. — Examiner  Hartman: 

4181 — Second   industrial   railways  case,   Illinois  Northern  Ry. 
October  28 — Lincoln,  Neb. — Examiner  Money: 

12925 — John   Robinson,   trading  as   Norfolk   Hide   and   Metal  Co.,   vs. 

C.  &  N.  W.  et  al. 

October  28 — Argument  at  Washington,  D.  C. : 
11800— Belber  Trunk  and  Bag  Co.  vs.  W.  J.  &  S.  et  al. 
11694 — Jos.  Bancroft  &  Sons  Co.  et  al.  vs.  N.  Y.  N.  H.  &  H.  et  al. 
11757 — C.  St.  P.  M.  &  O.  Ry.  Co  et  al.  vs.  Great  Lakes  Transit  Corp. 
11843 — Central  Refractories  Co.  vs.  Director  General.  T.  &  O.  C.  et  al. 
October  28 — Argument  at  Washington,   D.   C.: 

*  1549 — Application   of  Silverton  Ry.    Co.   for  certificate  of  public  con- 

venience   and    necessity    authorizing   abandonment   of    its    railway 
and  operation  thereof. 
October  29 — Argument  at  Washington.  D.  C.: 

11289 — United   Light  and   Railways  Co.   et  al.   vs.    Director  General, 

C.  R.  I.  &  P.  et  al. 

11872 — Arnold  Bros.  vs.  Director  General. 
12000 — E.   I.   Du   Pont  de   Nemouis   &  Co.   vs.   Director  General  and 

Pa.  R.  R. 

12087— Western  Md.  Ry.  Co.  vs.  Pa.  R.  R. 
October  29 — Los  Angeles.  Calif.— Examiner  Seal: 

12916 — General   Petroleum  Corp.   vs.   Director  General. 
October  30— Oral  argument  at  Washington,  D.  C.: 

12066— In  re  C.  B.  &  Q.  R.  R.  Co.  and  C.  &  N.  W.  Ry.  Co.  construc- 
tion and  repair  of  railway  equipment. 
October  31 — Philadelphia.   Pa. — Examiner  Eddy: 
12904 — The  J.  L.  Mott  Co.  et  al.  vs.  1'a.  K.   R.  et  al. 
12858 — Robert  H.  Foerderer,  Inc.,  vs.  Pa.  R.  R. 
October  31 — Washington,  D.  C. — Examiner  Fuller: 

*  I.  and  S.  1421 — Penalty  charge  on  lumber  held  for  reconsignment. 
October  31 — Chicago.  III. — Examiner  Hartman: 

4181 — Second   industrial   railways   case,   Pullman   R.    R.   Co.    (further 

hearing). 

October  31 — Atlantic  City.  N.  J. — Examiner  Quirk: 
I.  and  S.  1381— Coal  from  D.  T.  &  I.  R.  R.  mines. 
October  31 — Des  Moines,  la. — Examiner  Money: 

12945— In   the   matter  of  minimum   carload   weight  on   shipments   of 

hogs  within  the  state  of  Iowa. 
October  31 — Argument  at  Washington.  D.  C. : 

12753 — Oklahoma  rates,  fares  and  charges   (time  for  filing  briefs  ex- 
tended to  October  29). 

October  31 — Tacoma.  Wash. — Examiner  H.  J.  Wagner: 
12931 — Bill-owe  Alloys  Co.   vs.   Nor.  Pac.  et  al. 
12615 — F.  S.   Harmon  &  Co.  vs.   Nor.  Pac.  et  al.,  portions  of  Fourth 

Section  App.  205.  R.  H.  Countiss. 
October  31 — Fresno.   Calif. — Examiner  Seal: 

12918 — E.  Y.  Foley  vs.  Western  Pacific  et  al. 
October  31 — New  Orleans,  La. — Examiner  Fleming: 
12807 — California  and  Hawaiian  Sugar  Refining  Corp.  et  al.  vs.  A.  T. 
&  S.   F.   et  al.     (Time   fixed  at  previous   hearing   for   filing   briefs 
has  been  set  aside.) 

November  1 — Argument  at  Washington,  D.  C. : 
Valuation    Docket   26— In   re   San   Pedro,    Los   Angeles   &   Salt   Lake 

R.  R. 
Valuation   Docket  4 — In  the  matter  of  the  valuation  of  the  property 

of  the  Kansas  City  Southern  Ry. 
November  1 — San  Francisco,  Calif. — Examiner  Seal: 
I.    and    S.    1401 — Routing   restiictions   on    lumber    from    Hawley   and 

Truckee  group  points. 

November  1 — New  Orleans.  La. —Examiner  Fleming: 
8845 — Natchez  Chamber  of  Commerce  vs.  La.  &  Ark.  et  al. 
8920 — Natchez  Chamber  of  Commerce  vs.  Ark.  La.  &  Gulf  et  al. 
9036 — Natchez  Chnmber  of  Commerce  vs.   Ark.  &   La.   Midland  et  al. 
(Rates   on   petroleum,   crude,    fuel   and    residuum,    and   acid   phos- 
phate.'* 
Nov.  1 — Washington,   D.  C. — Examiner  Early: 

12876 — Compaignie  Auxiliare  de  Chemins  de  Fer  au  Bresil  vs.  D.  L. 

&   W.   et   al. 

November  2 — Chicago,  111. — Examiner  Hartman: 
4181 — Lake  Erie   &  Fort  Wayne  R.   R.   Co.   et  al.,   second  industrial 

railways  case. 

November  2 — Argument  at  Washington.  D.  C. : 
Valuat  on    Docket   26 — In    re   San   Pedro,   Los  Angeles   &   Salt   Lake 

R.  R. 
Valuation  Docket  4 — In  the  matter  of  the  valuation  of  the  property 

of  the  Kansas  City  Southern  Ry. 
November  2 — Washington,  D.  C. — Examiner  Butler: 
12747 — Merchants'  &  Manufacturers'  Assn.  of  Baltimore  vs.  Am.  Ry. 

Express  Co. 

November  2 — Portland.  Ore. — Examiner  H.  J.  Wngner: 
12997 — R.  J.  Holmes  et  al.  vs.  Director  Genrnil. 
12914 — Willamette   Valley    Lumbermen's   Assn.    et   al.    vs.    Sou.    Pac. 

et  al. 

November  2 — San   Francisco.   Calif.— Kxnminer  Seal: 
12874 — No'-thwestern  Redwood1  Co.  vs.  Director  General. 
12927 — John  A.  Corotto  vs.   Director  General. 
November  3 — Minneapolis.  Minn. — F.xnmincr  Money: 

*  I  and  S  1418 — Br'ck,  clay  and  clay  articles  to  Snult  Ste.  Marie.  Ont. 
I.   and   S.   1416 — Storage   in   transit   rules  at   Minnesota  Transfer  on 

import  traffic  from  Pacific  coast  ports. 
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—  express  service  at  freight  rates  across 

the  Pacific 


12  Days  to  Yokohama 
14  Days  to  Kobe 
18  Days  to  Shanghai 
22  Days  to  Hong  Kong 


SAILINGS 
•SS  KEYSTONE  STATE    .     .     .  November    5  SS  ELDRIDGE    ......     November  30 

*SS  SILVER  STATE  .....  November  26  *SS  PINE  TREE  STATE   .     .     .     December  10 

Combination  21,000  ton  freight  and  passenger  liners,  speed  17H  knots     Through  bills  of  lading  issued  in  connection  with  our  feeder 

services  and  other  lines.; 

FAST,  FREQUENT  COASTWISE  SERVICE 

Between  i     ate    _j  •  »r 

SEATTLE  PORTLAND 

TACOMA  SAN  FRANCISCO 

VICTORIA  LOS  ANGELES 

VANCOUVER  SAN  DIEGO 

and  all  Alatka  Point* 

For  Additional  Sailing  Date*.  Kate*,  Detailed  Information  Apply  1  1 

142  South  Clark  Street,  Chicago          17  State  Street,  New  York 
M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
f..  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Agencies  All  Cities  Pacific  Coast  and  Orient 

___   .  ^^" 

—  make  the 
American  Flag 


Pacific  Coast  Agents — Nawsco  Line — Fatt  Intercoastal 
Freight  Service  between   East  and  West  Coast  Port*. 


your  thipping  guide 


A  N  Y  W  M  I 


ON  HI  P  AC  I  Fl  C 


LINE 


.    F»F9I  D  E  .  1ST 
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November  3 — San  Francisco,  Calif. — Examiner  Seal: 
12946— Charles  Harley  Co.  vs.  Director  General. 
13057 — Growers  Rice  Milling  Co.  vs.  Director  General. 
November  3 — Argument  at  Washington,  D.  (J.: 
Valuation    Docket  26 — In   re   San   Pedro,   Los  Angeles   &   Salt   Lake 

R.  R. 

Valuation  Docket  4 — In  the  matter  of  the  valuation  of  the  property 
of  the  Kansas  City  Southern  Ry. 

November  4 — Argument  at  Washington,  D.  C.: 

10457 — Boston  Chamber  of  Commerce  et  al.  vs.  Director  General, 
Grand  Trunk  Ry.  of  Canada  et  al. 

Finance  Docket  1600 — In  the  matter  of  the  construction  of  the  word 
"deficit"  as  used  in  paragraph  (a)  of  Section  204  of  transporta- 
tion act,  1920. 

November  4 — San  Francisco,  Calif. — Examiner  Seal: 

12941 — Western  Meat  Co.  et  al.  vs.  Director  General,  Southern  Pa- 
cific et  al. 

12890— Standard  Oil  Co.  (California)  vs.  Director  General,  Amador 
Central  ^t  al. 

November  5 — Argument  at  Washington,   D.   C.: 

*  Finance   Docket  1165— Application  of  the  N.  Y.   C.  R.  R.  for  certifi- 

cate of  public  convenience  and  necessity. 
November  7 — Spokane,  Wash. — Examiner  H.  J.  Wagner: 

I.  and  S.  1392 — Treating  forest  products  in  transit  in  Idaho,  Mon- 
tana, Oregon  and  Washington. 

November  7 — San   Francisco,   Calif. — Examiner   Seal: 
.    13049— E.  H.  Edwards,  doing  business  as  E.  H.  Edwards  Co.  vs.  Di- 
rector General. 

12968 — Judson  Mfg.  Co.  vs.  Director  General  and  Southern  Pacific. 
Nov.  7 — Madison.  Wis. — Examiner  Money: 

*  1612 — Joint  application  of  Rock  County  Telephone  Co.   and  Wiscon- 

sin Telephone  Co.  for  a  certificate  that  proposed  consolidation  will 
be  of  advantage  to  persons  to  whom  service  is  to  be  rendered  and 
in  the  public  interest. 

November  7 — New  York,  N.  Y. — Examiner  Disque: 

13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al. 
November  8— San  Francisco,  Calif. — Examiner  Seal: 

13056 — California  Cotton  Mills  Co.  vs.  Southern  Ry.  et  al. 
November  9 — Argument  at  Washington.  D.  C. : 

11313— The  Grand  Ronde  Lbr.  Co.  vs.  Director  General,  O.-W.  R.  &  N. 

10128 — Lumber  carload  minima. 
November  9— San  Francisco,  Calif.— Examiner  Seal: 

12912 — The   San    Francisco   Wholesale   Dairy   Produce   Exchange   vs. 

Am.  Ry.  Express  Co. 
November  10 — Washington,   D.   C. — Examiner   Fuller: 

*  I.  and  S.  1420 — Fruits  and  vegetables  to  Duane  Street,  New  York. 
November  10 — New  York,  N.  Y. — Examiner  Butler: 

12893 — Transportation  of  strawberries  by  express  in  C.  L,.  lots  in  pas- 
senger trains  from  Florida  to  northern  markets. 

12981 — Railroad  Commissioners  of  the  state  of  Florida  vs.  American 

Ry.  Express  Co. 
November  10 — Argument  at  Washington,  D.  C. : 

10733 — National  Paving  Brick  Manufacturers'  Assn.  et  al.  vs.  Di- 
rector General,  A.  &  V.  et  al. 


11006 — Kalamazoo  Tank  and  Silo  Co.  vs.  Director  General,  C.   &  N. 

W.  et  al. 

November  10 — Washington,  D.  C. — Examiner  Early: 
I.  .and  S.  1411 — Stone  from  Chicago  and  west  to  California  terminal 

and  intermediate  points. 
November  10 — San  Francisco,  Calif. — Examiner  Seal: 

12983 — Crown  Willamette  Paper  Co.  vs.  Director  General  et  al. 
November  11 — Ogden,  Utah — Examiner  H.  J.  Wagner: 
13021 — The  Wyoming  Sugar  Co.  vs.  Director  General  and  C.  B.  &  Q. 
13021    (Sub.    No.   1) — The   Wyoming  Sugar  Co.   vs.   Director  General 

and  C.  B.  &  Q. 

November  11 — Argument  at  Washington,  D.  C. : 

10733 — National   Paving   Brick   Manufacturers'   Assn.    et   al.   vs.    Di- 
rector General,  A.  &  V.  et  al. 
11006 — Kalamazoo    Tank    and   Silo    Co.    vs.    Director    General,    C.    & 

N.  W.  et  al. 
November  11. — Chicago,    111. — Examiner   Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940  and  12094. 


REA  ON  PRESENT  DAY  CONDITIONS 

A  sound  transportation  policy  supervised  by  a  cabinet  officer 
to  be  known  as  the  Secretary  of  Transportation  was  advised  by 
Samuel  Rea,  president  of  the  Pennsylvania  Railroad  Company, 
in  a  speech  before  the  Pennsylvania  State  Chamber  of  Commerce, 
at  Harrisburg,  Pa.,  last  week.  The  passage  of  the  railroad  fund- 
ing bill  would  do  much  to  relieve  unemployment,  he  said,  be- 
cause it  would  put  back  to  work  a  large  part  of  the  600,000  men 
laid  off  by  the  railroads  since  last  Pall. 

Lower  rates,  according  to  President  Rea,  would  undoubtedly 
be  a  stimulant  to  business,  but  it  would  be  just  as  impossible 
to  expect  the  railroads  to  reduce  them  under  present  conditions 
as  to  "ask  manufacturers  today  to  buy  raw  material  and  manu- 
facture and  sell  goods,  with  the  knowledge  that  they  will  not 
realize  their  actual  production  cost."  In  order  to  allow  the  roads 
to  lower  rates,  he  said,  some  of  the  government  supervision  of 
their  affairs  should  be  removed.  The  Labor  Board  should  be 
instructed  by  Congress  not  to  interfere  with  the  affairs  of  rail- 
roads which  have  reached  amicable  agreements  with  their  em- 
ployes; greater  freedom  should  be  conferred  by  "the  amending 
or  wiping  out  of  such  laws  as  the  Adamson  act,  the  full  crew 
laws,  various  provisions  of  the  Hepburn  act,  and  some  provi- 
sions of  the  Clayton  act."  The  situation  could  also  be  improved, 
he  said,  by  lowering  the  taxes  that  the  railroads  have  to  pay 
and  by  removing  the  tax  on  freight  and  passenger  transportation 
charges. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

Docket  12945— In  the  matter  of  Minimum  Carload  Weight  on  Shipments 
of  Hogs  within  the  State  of  Iowa,  October  31,  1921,  at  Des  Moines,  Iowa 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth   Building,  New   York  City. 

The  charge,   as  fixed  by  the  Commission,   is   12%   cent*  per  page  for 
each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

ipeclalln  A  Counsellor 

Kat«  Aji&lyiii — Claim* 

Transportation  171  SPITZER  BLOB. 

Trackage  Arrangement*—  Demurrage     TOLEDO,  OHIO 

General  Matter!  Belatlng  to  BtaU, 

latentatc  and  Foreign  Oonunarcf 


QBOROE  N.  BBOWK      OEOKOK  L.  BOTU 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adhutmeltl 

aid  Practke  before  the  InteritaU 

Commerce  rommiiiton 

Boom  806  American  National  Bank  Building 
Telephone  Main  3702  Washington,  D.  C. 

GEO.    T.    BELL 

COMMERCE  COUNSEL 
1(19-1921,    Executive    Vice- President.   North- 
ern West  Virginia.  Coal   Operators'   Associa- 
tion;    1914-1919,     Attorney -Examiner,     Inter- 
State      Commerce      Commission:      1909-1919, 
Commerce    Counsel    for    various    commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors   at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bumlnw  InMnUM 
Commerce  Commlulon.  and  prior  thereto  cnnnd  IB  w» 
practice  of  lav  at  Ijoulifill*  Ky  ) 

Special  attention  to  matter,  before  tht  litentltt 
Commerce  Commiaaton.  Income  Tai  U«lt.  Federal 
Trade  ConmiMio*.  limited  State*  ShlpplBl  Board. 
Federal  Court*. 

701-706  WOODWARD  BLDO.,  WaSHINOTOH 


JAMES  BORLAND 

Consulting  Traffic  Manager 

AH  Traffic  and  Transportation  Matter* 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  Express  Claims  for  Shippers 

1659  Foulkrod  Street,     PHILADELPHIA,  PA. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building. 

St.  Louis.   Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
•  ailroad  and  rate  litigation  and  claims. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 

Telephone,  Main  3840 


CHICAGO 

418-430  8.  MARKET  STREET 
Telephone.  Harrison  8806 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

ST     Triple  Tape 
Corners 


Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 


GENERAL.  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 


866 


THE     TRAFFIC     WORLD 


Vol.  XXVIII,  No.  18 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


*    -  fe  • 

Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  682S. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X  S950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branches  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  lor  Atlantic,  Gull  &  Paclllc  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Ball  West  African  Service — 
A-l  Steamers 

Mobile  /  West  African  ports,  via  Azores,   Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  M«nnCrr 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO        PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas          El  Paso,  Texas          Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  am  for  full  particulars  and  request 
a  copy  of  our  shipping  instructions. 


"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 

AND 

LOS  AngeleS  (Wilmington) 

San  Francisco,  Portland, 
Seattle  and  Tacoma 

Through    Bills  of  Lading  issued  to  San  Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,  Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Ports 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 

Baltimore,  Md. 

Keyser  Building 

And  at  our  Branch  Offices  in  Los  Angeles,  San  Franct*co,    ..„ 
Portland,  Seattle  and  Tacoma 


Philadelphia,  Pa. 
Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 
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NO  RAILROAD  STRIKE 

Naturally,  everyone  is  relieved  to  know  that  then- 
will  be  no  railroad  strike.  There  is  a  question,  ho\ve\er, 
as  to  whether  the  method  used  to  compose  the  trouble 
was  justified  and  worth  while.  The  labor  leaders,  seeing 

at  ^taring  them  in  the  face,  because  of  the  absence 
of  justice  in  their  cause,  the  present. business  condition-, 
and  the  preparations  made  by  the  government  to  enforce 
the  law  as  far  as  possible  to  avert  the  consequences  of  a 
transportation  tie-up,  were  more  than  willing  to  find  an 
excuse  for  backing  down  and  a  way  to  save  their  faces. 
They  found  it  in  the  assurances  offered  by  the  United 
States  Railroad  Labor  Board  that  there  need  be  no  fear 
of. further  wage  cuts  in  the  immediate  future. 

We  think  the  end  did  not  justify  that  means.  Aside 
from  the  question  of  lack  of  dignity  in  a  body  that  will 
thus  court  men  in  avowed  contempt  of  its  findings,  the 
board — whatever  it  may  say  in  explanation  of  its  course 
-lias  prejudged  the  question  of  further  immediate  wage 
cuts,  and  that,  too,  in  face  of  a  public  demand  for  re- 
duced rates  and  a  government  policy  (in  so  far  as  Presi- 
dent Harding  can  establish  such  a  policy)  that  rates 
must  be  reduced  immediately,  the  public,  then,  being  nat- 
ural ly  expected  to  support  the  railroads  in  their  plans 
to  reduce  operating  costs.  The  board  has,  at  great  sac- 
rifice of  principle,  averted  a  strike  at  this  time:  the  price 
it  pays  is  to  assure  the  men,  the  railroads,  and  the  pub- 
lic that,  whatever  the  emergency  or  the  demonstrated 
need  of  the  situation,  there  will  be  no  immediate  cut  in 
wages.  If  it  breaks  that  bargain  it  has  made  with  the 
men,  then  it  gives  them,  indeed,  just  cause  for  a  ^trikc, 
which  they  have  lacked  in  the  case  just  closed. 

The  railroads,  though  they  are  again,  a-  usual,  hold- 
ing the  bag,  are,  in  so  far  as  they  may  have  acceded  to 
or  failed  to  remonstrate  against  the  plan  of  the  board 
that  there  shall  be  no  further  wai;c  cu;-  at  this  time,  to 
In'  criticized  for  not  standing  on  their  feet  and  proclaim- 


ing their  right  to  insist  on  further  wage  readjustments. 
Their  position  now  remains  to  be  seen.  Their  embar- 
rassment will  result  if  they  press  for  further  wage  re- 
ductions in  spite  of  what  the  Labor  Board  has  said,  from 
the  fact  that  they  will  either  be  turned  down  in  accord- 
ance with  the  board's  promise  to  the  men,  or,  if  they  win 
through  a  breach  of  promise  on  the  part  of  the  board, 
they  will  be  confronted  with  the  possibility  of  a  strike 
based  on  something  like  good  grounds — at  least  grounds 
that  will  appeal  to  persons  who  love  fair  play.  The  rail- 
roads, we  think,  might  better  have  taken  a  part  in  the 
strike  settlement  proceedings  to  make  their  position  of- 
fensively clear,  even  at  the  risk  of  upsetting  the  "com- 
promise" proposed,  than  to  be  in  their  present  position. 
From  their  point  of  view  there  must  be  something  of 
real  disappointment  in  the  failure  of  the  strike  to 
materialize. 

One  thing  appears  certain  out  of  the  mess— we  can 
have  no  more  rate  reductions  based  on  the  theory  that 
there  are  to  be  reductions  in  railroad  operating  costs 
based  on  wage  readjustments  at  this  time.  Doubtless 
President  Harding,  Secretary  Hoover,  and  the  members 
of  the  Commission  will  see  that.  If  rate  reductions  are, 
as  these  gentlemen  seem  to  think,  necessary  in  order  to 
restore  business  to  "normalcy,"  then  the  Labor  Board 
has  thrown  a  monkey  wrench  into  the  machinery. 


THE  REDUCED   RATE   MELON 

If  the  railroad  wage  cut  of  last  July  is  all  to  be  "trans- 
lated" into  reduced  rates,  those  who  wish  to  be  in  on 
the  melon-cutting  had  better  get  their  applications  filed 
at.  once.  At  most,  the  wage  cut  saved  the  railroads 
around  $400,000,000  a  year.  The  rate  cuts  administered 
by  the  Interstate  Commerce  Commission  in  the  western 
live  stock  case  and  the  western  grain  case  alone  have 
absorbed  $50,000,000  or  more  of  that.  The  many  rate  re- 
ductions, including  the  wiping  out  of  the  entire  Kx  Parte 
74  increase  on  iron  ore  in  the  east,  listed  in  the  Traffic 
\\  odd  of  Oct.  22,  account  for  a  lot  more  of  the  saving 
from  the  wage  cut.  Those  who  haven't  been  observing 
what  has  been  going  on  and  have  delayed  their  applica- 
tions for  a  slice  of  the  melon,  or  those  who  are  not  in- 
cluded in  the  program  of  the  present  political  powers  in 
the  list  of  those  whose  transportation  costs  must  be 
reduced  as  a  means  of  restoring  business  to  "normalcy," 
will  be  out  of  luck. 

It  would  seem  to  a  person  endowed  with  merely  ordi- 
nary intelligence  that  if  rates,  generally  speaking,  are 
too  high — which  is  the  theory  of  those  in  power — and 
if  they  must,  therefore,  be  reduced,  rcgardk--  of  the 
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GCLF.HOBILE  4  NORTHERN 
IUILBOAD 

AM>    CONNECTIONS 


'Ef'E     N/N\E    S    S     E/E         -A 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R..  M.  &  O.  R.  R..  N.  C.  A 
St.  L.  R.  R.,  via  Jackson,  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La.;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


LEAVE: 

Jackson,    Tenn. 
New  Albany,   Miss. 
ARRIVE: 
Meridian 
Mobile 

New  Orleans    (N.   O.    &   N.  E.) 
Shreveport  (A.  &  V.-V.  S.  &  P.) 


SOUTHBOUND 

TRAIN      TIME 

71 
71 


4:80  p.  m. 
12:30  p.  m. 


71-29  3:25  p.  m.  next  day 

71  4:10  a.  m.  2nd  day 

53  5:40  a.  m.  2nd  day 

55  6:30  p.  m.  2nd  day 


MILES 

83 

261 
409 
441 

628 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.) 
New   Orleans    (N.    O.    &  N.   E.) 
Mobile 
Meridian 
ARRIVE: 
New    Albany 
Jackson,    Tenn. 


52  3:00  p.  m. 

52  9:40  p.  m. 

72  10:00  p.  m. 

SO-72  '7:85  a.  m. 

72     *12  :30  a.  m.  2nd  day 

72       *8  :00  a.  m.  2nd  day 

•next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intercoastal  and  Export  shipments  to  clear  from  Gulf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centre. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line—  Sunset  Route,  care  S.  D.  SB  A.,  El  Centre. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  SB  A.,  El  Centre. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 


A.  T.  MERCIER,  General  Manager 

F.  B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN,  District  Freight  and  Passenger  Agent 
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effect  on  the  revenue  of  the  carriers,  then  they  ought 
at  least  to  be  reduced  in  SOUK-  scientific  manner  with 
an  eye  to  the  general  situation,  ami  not  with  a  view 
merely  to  helping  this  or  that  industry  selected  by  the 
administration  in  Washington.  Some  one  else  equally 
capable  of  judging  might  have  a  different  idea  as  to  what 
industries  ought  to  be  helped  by  rate  reductions.  Of 
course,  the  answer  to  that  is  that  someone  has  to  de- 
cide. \Ve  agree  to  that,  by  all  means.  But  we  suggest 
that  the  Interstate  Commerce  Commission,  the  body 
legally  created  to  do  that  work,  ought  to  do  the  decid- 
ing and  that  its  decisions  ought  not  to  be  influenced 
in  any  way  by  the  policy  of  the  administration  that 
happens  to  be  in  power. 


THE  GRAIN  CASE  DECISION 
Commissioner  Potter,  in  his  concurring  opinion  in  the 
wc.-tern  grain  case  decision,  says  it  is  not  clear  to  him 
that  the  savings  in  wages  and  other  costs  made  by  the 
railroads  since  the  decision  in  Kx  Parte  74  have  been 
sufficient  to  justify  the  reduction  in  rates  prescribed, 
but  those  savings,  "with  further  prospective  savings," 
he  says,  do,  in  his  opinion  justify  the  findings  of  the 
Commission.  "The  prospective  future  reduction  of 
wages  and  other  operating  costs,"  he  says,  "are,  per- 
haps, more  essential  to  justify  the  rate  decreases  than 
the  reductions  that  have  already  been  realized." 

In  other  words,  the  reduction  in  rates  prescribed  by 
the  Commission  on  grain  is  warranted  by  reductions 
in  wages  to  be  made  by  or  authorized  by  the  Labor 
Board.  But  the  same  week  that  this  decision  of  the 
Commission  is  promulgated,  the  Labor  Board,  attempt- 
ing to  deter  the  railroad  brotherhoods  from  the  strike 
that  had  been  ordered,  assures  them  that  there  will 
not,  in  the  ordinary  course  of  events,  be  further  wage 
reductions  for  some  time  to  come,  and  formally  asks 
the  carriers  to  withhold,  for  the  present,  moves  for  fur- 
ther wage  reductions. 

It  would  seem  that  President  Harding's  recent  coor- 
dination meeting  in  Washington  had  failed  somewhat 
to  achieve  results  and  that  the  carriers  are  to  hold  the 
bag.  Certainly  in  so  far  as  the  grain  decision  is  based 
on  the  expectation  of  further  reductions  in  operating 
costs,  it  is  not  justified  if  those  reductions  in  operating 
costs  are  not  permitted  or  are  long  postponed.  It  has 
seemed  to  us  always  that  the  reductions  in  operating 
costs  ought  to  come  first,  anyway.  If  the  Commission 
had  followed  that  idea  in  this  case  we  believe  it  would 
have  been  wiser.  Its  decision  is  frankly  meant  as  a 
help  to  an  embarrassed  industry,  just  as  the  western 
live  stock  decision  was  meant.  \Vc  question  the  juris- 
diction of  the  Commission  to  reduce  rates  because  this  or 
that  industry  is  in  a  bad  way.  unless  it  can  be  shown 
satisfactorily  that  the  rates  in  question  are  unfair.  Wi- 
de not  think  the  evidence  that  these  rates  were  unrea- 
sonable was  any  too  strong  and  we  do  not  feel  at  all 
certain  that  the  reductions  prescribed  will  result  in 
benefit  to  the  producers,  especially  with  respect  to  corn. 
Wheat  is  a  little  different,  the  price  being  largely  con- 
trolled by  the  export  market. 

We   notice  that  in   this   case,   as   in   the   western   live 
stock  case,  the  Commission  makes  no  order.     We  won- 


der if  that  is  because  it  feared  an  order  might  not  stand 
a  court  test  and  that  the  carriers  might  fight.  And  we 
wonder  if  they  will  li^ht.  Another  thing  we  notice  is 
that  the  Commission  has,  in  this  case,  cured  the  error 
of  its  logic  in  the  live  stock  case  by  assuming  that  an 
increase  in  traffic  will  result  from  the  reduced  rates.  In 
the  live  stock  case  it  offered  no  such  justification  for  its 
finding.  The  carriers  say  there  will  not  be  increased  ton- 
nage and  that  the  result  will  be  decreased  revenue.  We 
think  they  are  probably  right. 

We  certainly  agree  with  Commissioner  Potter  when 
he  says,  in  his  opinion:  "It  takes  a  lot  to  explain  an 
order  requiring  a  rate  reduction  when  the  earnings  of 
the  carriers  are  much  less  than  the  minimum  fair  return 
which  the  law  prescribes."  Mr.  Potter  evidently  found 
enough  reasons  to  satisfy  himself,  but  we  do  not  be- 
lieve he  and  the  other  members  of  the  Commission  have 
satisfied  the  public. 


OBEYING  THE  LABOR  BOARD 

As  a  general  rule  we  do  not  think  it  worth  while  to 
argue  about  things  that  railroad  labor  leaders  say.  Their 
statements  generally  are  so  extravagant  that  they  de- 
ceive no  one.  There  has  been,  however,  an  argument 
used  by  the  brotherhood  heads  recently  that  has  re- 
ceived some  credence  by  the  press  and  the  public.  We 
refer  to  the  statement  (made,  among  others,  by  W.  G. 
Lee,  president  of  the  Brotherhood  of  Railroad  Train- 
men), in  which  it  has  been  attempted  to  justify  the 
stand  of  the  brotherhoods  by  saying  that  the  railroads 
have  often  refused  to  abide  by  decisions  of  the  Labor 
Board  and  have  not  suffered  in  consequence.  Nothing 
could  be  further  from  the  truth ;  but  were  it  possible  to 
assume  that  what  Mr.  Lee  says  is  so,  there  would  still 
be  no  argument.  The  old  copy-book  motto,  "two  wrongs 
do  not  make  a  right,"  would  cover  the  situation  admir- 
ably. 

But  let  us,  for  the  moment,  consider  the  argument 
seriously,  so  that  it  may  be  determined  just  how  much 
truth  it  contains.  We  do  not  assume  to  have  accurate 
knowledge  of  each  of  all  the  700  or  more  decisions  that 
the  Labor  Board  has  handed  down  in  the  eighteen 
months  of  its  existence.  Neither  do  we  know-how  each 
of  these  decisions  was  received  and  treated  by  the  roads 
and  the  men  affected.  But  we  do  know  that,  thus  far, 
just  four  cases  have  arisen  in  which  the  railroads  have 
refused  to  abide  absolutely  by  the  board's  decisions. 
First,  of  course,  there  is  the  Pennsylvania,  which  ad- 
vances legal  grounds  for  its  failure  to  carry  out  the 
board's  wishes  as  to  a  new  election  of  employes'  rep- 
resentatives. This  road,  however,  has  conducted  its 
differences  with  the  board  in  an  orderly  manner  and 
has  always  asserted  that  the  decision  it  was  violating 
was  an  unlawful  one,  an  appeal  from  which  would  be 
taken  to  the  courts  were  courts  equipped  to  handle 
such  a  dispute.  To  those  who  see  the  carriers'  side  of 
the  legal  question,  the  Pennsylvania  has  never  been  and 
is  not  now  acting  in  violation  of  any  decision  of  the 
board. 

Second,  there  arose,  early  this  year,  the  question  as 
to  whether  the  Eric  railroad  had  violated  the  wage  in- 
crease decision  of  the  board  in  cutting  the  wages  of  its 
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unskilled  labor  and  increasing  its  train  dispatchers'  week 
from  six  to  seven  days.  The  board  held  a  hearing  in 
this  matter  and  found  the  Erie  to  be  in  violation  of  its 
decision  No.  2,  whereupon  the  railroad  immediately 
withdrew  its  proposals  and  conformed  in  every  way  to 
the  board's  wishes.  The  case  of  the  Atlanta,  Birming- 
ham &  Atlantic  is  the  only  important  one  in  which  the 
road  has  definitely  rejected  the  board's  mandates. 
Wages  on  that  road  were  being  paid  on  a  lower  scale 
than  that  provided  by  decision  No.  2  for  some  time  prior 
to  the  cuts  that  went  into  effect  July  1.  This  was  done 
under  an  order  issued  by  the  district  court  of  the  north- 
ern district  of  Georgia  and  the  A.,  B.  &  A.  has,  there- 
fore, legal  grounds  on  which  to  stand.  The  Missouri  & 
North  Arkansas,  which  pleaded  to  the  board  that  it 
c  mid  not  pay  the  wages  specified  by  that  body  and  live. 
proved  its  contention  by  bankruptcy  and  abandonment. 
These  four,  then,  are  the  ''many  railroads  that  have 
flouted  the  board's  decisions,"  so  far  as  known.  There 
may  be  many  others  of  a  minor  nature.  Mr.  Stone  in- 
troduced a  list  of  40  at  the  board  hearing  this  week, 
which  number  was  reduced  under  attack  to  one,  and  the 
president  of  that  road  said  he  had  taken  what  seemed 
to  him  was  the  proper  course  and  promised  to  remedy 
the  condition  at  once.  But  at  least  we  have  not  heard 
of  any  group  of  railroads  issuing  a  joint  statement  in 
which  they  defiantly  proposed  a  course  of  action  in  di- 
rect violation  of  the  law  unless  a  "satisfactory  settle- 
ment" was  made.  The  railroads  have  never  refused  to 
abide  by  the  board's  decision  for  any  such  reason  as 
voiced  by  Mr.  Stone,  of  the  engineers,  when  he  said 
that  "the  failure  of  the  Labor  Board  of  protect  the  rail 
employes'  interests"  had  made  it  necessary  to  break  the 
law.  Aside  from  the  insolent  tone  of  that  remark  its 
substance  is  something  to  smile  over,  for  those  who 
have  been  watching  the  board's  workings  since  its  crea- 
tion. 


FORD  TELLS  HOW  IT  IS  DONE 

Henry  Ford,  in  an  authorized  interview  published 
in  The  Nation's  Business,  tells  how  he  would  run  any 
railroad  he  owned  and  explains  how  he  has  succeeded 
in  making  a  profitable  enterprise  out  of  the  D.,  T.  & 
I  since  he  bought  it.  He  says  four  things  are  necessary 
in  successful  railroading.  The  first  is  to  get  rid  of  un- 
productive stockholders.  This,  of  course,  he  did  on  his 
road  by  buying  it.  The  secpnd  is  to  remove  needless 
weight  in  rolling  stock.  He  nas  several  ideas  along  this 
line.  They  may  or  may  not  be  good,  but,  of  course, 
they  do  not  explain  his  success  with  the  D.,  T.  &  I.,  be- 
cause they  are  all  for  the  future.  The  thjrd  is  the  ex- 
pediting of  the  journey  of  the  freight  carrier — speeding 
up  freight  movement — and  the  fourth  is  to  get  rid  of 
surplus  and  inefficient  employes.  We  are  willing  to  ad- 
mit that  he  may  have  accomplished  some  things  along 
these  two  lines,  though,  of  course,  what  one  small  road 
might  do  in  these  respects,  especially  the  latter  of  the 
two,  might  not  be  possible  for  a  large  system  or  for  all 
the  roads. 

But  when  Mr.  Ford  is  all  through  with  his  explana. 
tion  of  his  success,  he  has  not  mentioned  what  mqst  be 
considered  th e  main  factor  in  it,  even  admitting  that  all 
the  other  things  he  alleges  are  true — his  power  as  a  large 


shipper  to  bring  tonnage  to  his  railroad  and  to  compel 
increased  divisions  from  other  railroad^.  The  only 
thing  he  says  about  that  is  in  reply  to  a  direct  request 
for  an  answer  to  the  charge  that  his  success  is  due  to 
the  fact  that  he  is  in  a  position  to  divert  Ford  freight  to 
his  line.  And  all  he.  says  then  is  this : 

How  can  that  be  true  when  the  road  hauled  more  tonnage  the 
year  before  we  took  it  over  than  it  has  hauled  since  we  have 
had  it?  The  figures  are  all  at  Washington;  why  doesn't  some- 
one look  them  up?  The  great  majority  of  the  freight  which 
goes  over  our  road  goes  over  other  roads,  too.  The  Ford  freight 
that  the  Detroit,  Toledo  &  Ironton  gets  only  leaves  Detroit  by 
our  road  and  is  transferred  to  other  roads  all  the  way  down 
the  line.  We  have  no  monopoly  and  no  great  terminals.  There 
isn't  any  business  on  our  line  that  some  other  line  doesn't  get 
a  generous  share  of.  Railroad  men  know  this — if  they  don't, 
they  can  soon  find  out. 

Not  a  word  about  increased  divisions  and  no  admis- 
sion that,  even  if  it  be  true  the  U.,  T.  &  I.  tonnage  was 
greater  before  Mr.  Ford  took  over  the  road  than  after- 
wards, the  character  of  the  tonnage  has  changed,,  as  any 
traffic  man  can  understand.  This,_with  the  increasesjn 
divisions, _accounts  for  his  success^  quite  aside  from_  an  v 
littlej'eforms  that  he  may  h,a;^e  .instituted.  His  road  is_ 
practically  a  plant  facility  now,  .and,  compared  with 
roads  that  fill  a  similar  function — for  instance,  the  Du- 
luth  &  Iron  Range,  or  the  Duluth,  Missabe  &  Northern 
—the  D.,  T.  &  I.  operating  ratio  is  so  large  that  Henry 
Ford  appears  like  anything  but  a  genius  in  this  field. 

Mr.  Ford,  in  the  closing  paragraph  of  his  inter- 
view, with  characteristic  ignorance  or  unfairness,  speak- 
ing of  the  necessity  of  liberating  the  railroad  managers 
from  the  present  system,  says :  "And  you  can't  do  that 
by  giving  them  $500,000,000  to  perpetuate  the  present 
bad  system,  either."  He  is  referring  there  to  the  so- 
called  railroad  funding  bill,  which  every  business  man 
of  broad  intelligence  knows  to  be  a  wise  measure,  but 
which  Mr.  Ford  does  not  even  seem  to  understand. 

We  would  print  the  whole  of  Mr.  Ford's  interview, 
but  we  have  not  the  space  to  waste  on  an  article  that 
falls  so  far  short  of  even  attempting  to  meet  the  real 
issues. 


INTERLOCKING    DIRECTORATES 

The  Traffic   World   Washington  Bureau 

Charles  A.  Peabody,  of  New  York,  chairman  of  the  executive 
committee  of  the  Illinois  Central,  has  applied  to  the  Commission 
for  authority  to  hold  the  position  of  officer  or  director  of  more 
than  one  carrier.  He  is  a  director  of  the  Illinois  Central,  Union 
Pacific,  the  Delaware  &  Hudson,  the  Baltimore  &  Ohio  and  the 
Pittsburgh,  Fort  Wayne  &  Chicago  Railway  Company.  The 
Chicago  &  Western  Indiana  filed  a  similar  application  on  behalf 
of  its  officials  who  also  hold  positions  with  the  Belt  Railway  of 
Chicago. 

Applications  have  been  filed  with  the  Commission  by  the 
Chesapeake  &  Ohio,  the  Chesapeake  &  Ohio  of  Indiana,  the 
Hocking  Valley  and  the  Covington  &  Cincinnati  Elevated  Rail- 
road &  Transfer  &  Bridge  Company,  on  behalf  of  their  officers 
and  directors,  asking  permission  for  the  officers  and  directors 
to  hold  positions  in  more  than  one  railroad  company.  The 
companies  named,  with  the  exception  of  the  Hocking  Val- 
ley, are  system  companies  of  the  C.  &  O.  The  Hocking  Valley 
is  controlled  by  the  C.  &  O.  through  ownership  of  approximately 
85  per  cent  of  Hocking  Valley  stock,  but  it  makes  a  separate 
report  to  the  Commission. 

Marcus  L.  Bell,  vice-president,  general  counsel  and  a  di- 
rector of  the  Chicago,  Rock  Island  &  Pacific,  has  applied  to 
the  Commission  for  authority  to  serve  in  those  capacities  as 
well  as  serving  the  Chicago,  Rock  Island  &  Gulf,  the  Minne- 
apolis &  St.  Louis  Railroad  Company,  and  subsidiary  companies 
of  the  railroads  named.  Mr.  Bell  is  vice-president  and  general 
counsel  of  the  Chicago,  Rock  Island  &  Gulf  and  general  counsel 
of  the  Minneapolis  &  St.  Louis.  The  application  was  filed  under 
section  20-a  of  the  interstate  commerce  act,  which  provides  that 
after  January  1,  1922,  no  person  shall  serve  as  official  in  more 
than  one  railroad  company. 
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Current  Topics 

in  Washington 


The  Western  Grain  Case. — At  the  time  this  was  written 
tin-re  had  been  no  authoritative  declaration  as  to  whether  the 
\\.-iiin  railroads  would  reduce  rates  on  grain  on  their  own 
motion  or  would  wait  for  the  Commission  to  issue  an  order 
requiring  them  to  do  so.  A  decision  by  them  that  they  would 
ask  the  Commission  to  issue  an  order  would  be  regarded  as  some- 
thing like  notice  that  they  intended  going  to  court  about  the 
matter.  As  issued  by  the  Commission,  its  report  has  no  bind- 
ing effect.  Should  the  carriers  elect  to  stand  on  their  right 
to  require  an  order,  the  Commission  would  have  to  allow  thirty 
days  from  the  date  of  service  of  the  order.  Whether  a  suc- 
cessful appeal  could  be  made  to  the  courts  is  doubtful,  for  this 
reason:  The  latest  decisions  of  the  courts  have  squinted  toward 
the  doctrine  that  a  regulating  body  cannot  order  lower  rates 
on  a  particular  commodity  simply  because  the  carriers,  on  the 
whole  volume  of  business,  are  making  a  fair  return;  that  each 
commodity  or  service  is  to  be  taken  by  itself  with  a  fair  return 
on  each.  The  Western  railroads,  it  is  submitted,  could  not  show 
that  the  lowered  rates  would  be  conflscatory.  The  earlier 
doctrine  seemed  to  be  that,  if  the  rates  allowed  yielded  any 
return  at  all,  they  were  not  confiscatory.  Before  getting  down 
to  the  implication  that  each  service  must  show  a  reasonable 
return,  the  trend  was  toward  a  rule  that,  if  a  comfortable  re- 
turn were  being  made  on  the  whole  volume  of  business,  a  rate 
might  be  ordered  down.  If  that  were  the  rule  now,  it  is  almost 
certain  that  some  court  would  enjoin  the  rates  the  Commission 
said  should  be  established  if  it  ordered  them  in,  because  it 
could  be  shown  that  the  return  of  the  whole  volume  of  business 
was  not  within  the  limit  of  what  courts,  by  implication,  though 
not  flatly,  have  said  was  a  reasonable  return.  The  return  on 
grain  and  grain  products  alone,  it  is  believed,  could  be  shown 
to  come  within  the  implied  definition  of  a  reasonable  return 
because  its  volume  this  year  has  been  so  great  as  to  keep  it 
almost  up  to  the  peak  of  1920  or  any  other  year.  But  the  return 
on  the  whole  volume  of  business  has  been  less  than  reasonable. 
Therefore,  the  inference  is  that  any  reduction  in  the  rates  on 
grain  and  grain  products  will  result,  not  in  any  greater  revenue 
through  a  stimulation  of  business,  but  merely  in  a  reduction 
of  revenue  on  that  kind  of  tonnage.  If  a  railroad  is  entitled 
to  rates  on  each  commodity  that  will  yield  a  fair  return,  as 
the  Dakota  lignite  coal  and  West  Virginia  passenger  fare  cases 
are  construed  or  interpreted,  then  the  fact  that  rates  on  other 
commodities  do  not  yield  a  fair  return,  it  has  been  suggested, 
could  not  be  urged  on  a  court  as  a  reason  for  enjoining  an 
order  to  reduce  rates  on  grain  and  grain  products.  It  is  not 
to  be  inferred  from  the  foregoing  that  the  western  railroads 
have  been  discussing  court  proceedings.  The  subject  has  been 
discussed  in  Washington,  which  means  merely  that  even  the 
strike  talk  has  not  overshadowed  the  decision,  which  is  re- 
garded as  one  of  the  fruits  of  the  Harding  talk  for  lower  rates 
on  heavy  loading  commodities. 


anything,    it    might    be    obHerved,    was     not    what    Mr.    Flnerty 
meant.    The  word,  however,  has  a  fine,  and  ponnil>ly  a  terrifying, 
sound   to   those   who  remember  that  some   horrors   have    i 
committed  In  the  name  of  reprisal. 


Traffic  Reprisals. — Anyone  feeling  the  need  of  exercise  for 
his  tongue  can  start  an  argument  on  the  observation  of  Exam- 
iner Woodrow,  in  the  Southport  Mills  case,  that  the  writing  of 
traffic  reprisal  letters  is  subject  to  criticism.  Attorneys  and 
traffic  managers  for  shippers  who  have  been  in  Washington 
this  week,  generally  speaking,  have  not  hesitated  to  suggest 
that  Woodrow  was  not  called  on  to  make  any  observation  on 
the  so-called  threats  of  reprisal  because  they  were  not  an  issue 
in  the  case,  but  merely  the  evidence,  or  part  of  it,  in  support 
of  the  Railroad  Administration  theory  that  the  case  could  not 
be  and  had  not  been  presented  as  well  as  it  might  have  been 
because  of  the  threats.  An  attorney  for  a  shipper  that  always 
has  a  case  or  two  before  the  Commission  suggested  that  it 
would  be  a  fine  state  of  affairs  if  a  shipper  were  to  be  censured 
for  telling  a  carrier  that  it  would  lose  his  business  if  it  refused 
to  pay  an  award  of  reparation  made  by  the  body  created  by 
law  to  settle  disputes  between  shippers  and  carriers.  As  he 
viewed  the  matter,  what  the  Southport  Mills  traffic  manager 
did  was  no  more  than  to  serve  notice  on  the  carriers  that,  in 
his  opinion,  they  had  caused  his  company  enough  expense  and 
that,  if  they  forced  more  upon  it,  they  would  lose  its  business; 
that  he  merely  gave  them  the  alternative  of  paying  what  the 
tribunal  set  up  for  the  settlement  of  such  matters  said  they 
owed  his  company,  or  of  being  deprived  of  its  business.  A  sug- 
gestion made  by  those  inclined  to  be  puritanical  in  the  use  of 
language  was  that  Mr.  Finerty  did  not  show  fine  discrimination 
when  he  picked  on  the  word  "reprisal,"  because  it  means  a 
forcible  taking  by  way  of  indemnification.  Unless  the  railroads 
or  the  Railroad  Administration  owed  the  shippers  something, 
there  could  not  be,  strictly  speaking,  reprisal.  Admitting  that 
the  railroads  or  the  Railroad  Administration  owed  the  shippers 


The  Wisconsin  Rate  Case. — Those  who  think  they  know 
what  goes  on  in  the  chambers  of  the  Supreme  Court  justices 
when  they  retire  to  think  over  what  has  been  told  them  about 
the  cases  brought  to  their  bar,  are  Inclined  to  think  that  assign- 
ment of  the  Wisconsin  state  rate  case  for  reargument  means 
that  Chief  Justice  Taft  will  write  the  opinion.  They  base  that 
on  their  Inference  that  the  court  would  not  have  set  the  case 
down  for  argument  again  unless  the  eight  justices,  who,  with 
the  late  chief  justice,  heard  the  original  argument,  were  not 
equally  divided.  If  they  are  equally  divided,  it  means  that 
the  court  will  hold  as  the  new  chief  justice  votes,  after  hearing 
the  reargument.  Another  inference  is  that  the  decision  will 
be  in  favor  of  the  Commission.  That  is  based  on  the  fact  that 
Chief  Justice  Taft  is  regarded  as  a  nationalist  as  distinguished 
from  one  leaning  toward  the  state's  rights  view  of  the  matter. 
All  the  inferences  are  based  on  the  assumption  that  the  court, 
at  the  time  of  the  death  of  Justice  White,  had  come  to  the 
conclusion  that  it  would  be  necessary  to  pass  soon  on  the  ques- 
tions involved  rather  than  wait  to  see  whether  Congress,  by 
non-action,  approved  the  interpretation  placed  on  its  legislation 
by  its  servant,  the  Commission.  Still  another  thought  is  that, 
if  the  court  holds  with  the  Commission,  a  bill  will  be  passed 
eliminating  sections  15-a  and  13  from  the  law,  so  that  the  Com- 
mission will  be  thorwn  back,  in  passing  on  Shreveport  case 
situations,  on. the  rules  laid  down  by  the  court  in  prior  cases, 
chief  of  which  is  that  the  Commission,  by  testimony,  must  be 
able  to  show  the  localities  and  the  commodities  against  which 
unjust  discrimination  as  been  caused  by  acts  of  state  legis- 
latures or  state  commissions.  That,  it  is  genearly  admitted, 
would  be  a  step  backward,  but  one  that  might  be  expected  to 
come  from  the  resentment  felt  by  western  and  southern  states 
because  the  percentage  increases  in  rates  have  served  to  re- 
move their  citizens  farther  from  the  markets  of  the  north  and 
east  than  they  were  under  the  rate  adjustments  in  effect  prior 
to  the  percentage  increases.  That  is  to  say,  the  railroads, 
which  fought  for  a  more  definite  and  coherent  control  over  rates, 
seem  to  be  in  danger  of  losing  the  good  they  achieved  because 
they  relied  on  the  quickest  and  easiest  way  of  recouping  their 
depleted  treasuries  instead  of  taking  more  pains  and  making 
rate  increases  which  would  not  have  the  effect  of  breaking 
relationships  that  had  long  existed  and  on  which  the  business 
of  the  country  was  built  up. 


The  Country's  Stock  of  Gasoline. — According  to  reports,  be- 
lieved to  be  reliable,  the  country  has  not  as  great  a  stock  of 
gasoline  on  hand  as  might  be  deemed  desirable  in  view  of  the 
possibility  of  a  railroad  strike.  That  stock,  on  October  20,  was 
believed  to  be  far  below  400,000,000  gallons.  At  the  end  of 
August  it  was  567,000,000  gallons,  which  was  not  the  greatest  ever 
known,  but  was  away  above  the  average.  It  was  brought  down 
from  nearly  700,000,000  gallons  in  the  beginning  of  August  by 
the  greatest  August  consumption  ever  known — 503,000,000  gal- 
lons. Such  a  low  reserve  and  a  strike  would  constitute  two 
facts  of  grave  concern,  except  for  the  fact  that,  thus  far,  every 
extraordinary  demand  for  petroleum  products  has  been  met. 
Besides,  if  there  were  a  real  shortage,  it  is  believed  this  country 
could  make  the  supply  last  just  as  well  as  Germany  did  during  the 
more  than  four  years  of  war,  in  the  first  few  months  of  which  it 
was  guessed  that  Germany  would  collapse  because  her  supply 
of  gasoline  must  be  reaching  the  vanishing  point. 


Reductions  in  State  Rates. — The  grain  rate  report,  by  the 
language  used  by  Commissioner  Aitchison,  was  limited  to  an 
inquiry  into  the  quality  of  the  "interstate"  rates.  The  query 
has  been  made  as  to  what,  in  view  of  that  limiting  language, 
the  railroads  are  to  do  with  the  rates  they  raised  in  obedience 
to  the  Commission's  decision  in  the  state  rate  cases,  under 
section  13  proceedings.  As  to  the  rates  made  by  the  state 
commissions  in  accordance  with  the  yardstick  used  by  the  Com- 
mission in  Ex  Parte  No.  74,  there  is  no  question.  Having  been 
prescribed  by  them,  they  can  be  lowered  by  state  authority. 
The  only  question  as  to  them  is  as  to  when  they  can  be 
ordered  down — that  is  to  say,  how  much  of  a  hearing  must  a 
state  commission  give  on  the  subject  before  following  the  lead 
of  the  federal  body  in  lowering  rates?  They  did  not  give  ex- 
tended hearings  on  the  proposals  to  raise  them.  There  is  no 
law  under  which  shippers  can  prevent  a  rate-making  body  per- 
mitting carriers  to  increase  rates  because  a  shipper  has  not 
property  right  in  a  rate.  A  carrier,  however,  has  a  property 
right  in  rates,  because  if  the  rates  are  made  lower  than  rea- 
sonable, the  effect  is  to  deprive  the  carrier  of  property  without 
due  process  of  law.  That  is  why  the  state  commissions  that 
raised  rates  to  the  level  of  Ex  Parte  No.  74  may  have  difficulty 
in  reducing  them  expeditiously.  A.  E.  H. 
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COURTESY  TO  FOREIGN  GUESTS 

The  Traffic   World   Washington  Bureau 

Arrangements  have  been  made  by  the  railroads  for  giving 
as  near  free  transportation  to  Marshal  Foch,  General  Diaz,  Ad- 
miral Beatty,  and  Lieutenant-General  Baron  Jacques  as  is  pos- 
sible under  the  interstate  commerce  law.  Marshal  Foch  and  his 
escort  are  to  travel  in  a  special  train  from  New  York  to  Kansas 
City,  stopping  en  route  at  Washington,  Pittsburgh,  and  St.  Louis 
on  the  outbound  journey  and  St.  Louis,  Indianapolis,  Chicago, 
Camp  Custer,  Mich.,  Detroit,  Toledo,  Cleveland,  Pittsburgh,  and 
Washington  on  the  inbound  part  of  the  trip,  for  $12. 

General  Diaz,  Admiral  Beatty,  and  Baron  Jacques  came  to 
Washington  October  23  at  a  cost  to  them  or  somebody  in  the 
neighborhood,  when  they  got  aboard  the  car,  of  ?1.  Admiral 
Beatty,  on  his  trip  west,  beginning  October  29,  will  pay  ?1 
for  the  trip  from  New  York  to  Chicago;  another  dollar  from 
Chicago  to  Kansas  City;  another  dollar  to  get  back 'to  Chicago 
on  November  1.  Under  the  arrangement  General  Diaz  and  his 
escort  were  to  travel  from  Washington  to  Kansas  City  in  a 
special  car,  and  then  back  to  New  York,  for  $4. 

For  exactly  half  that  amount  Baron  Jacques  was  to  have  a 
special  car  from  Washington  to  Kansas  City.  The  tariff  pub- 
lications do  not  show  how  he  is  to  get  back  from  Kansas  City 
when  his  visit  ends  on  November  3. 

Provision  for  observing  the  letter  of  the  law  was  made  by 
the  Commission  when  it  issued  two  sixth  section  permits  au- 
thorizing the  Pennsylvania  to  publish,  on  one  day's  notice, 
passenger  fares  on  "account  of  the  tour  of  Marshal  Foch  of 
France  and  his  escort,  as  guests  of  the  American  Legion."  That 
was  permit  No.  55365,  and  under  it  'the  Pennsylvania  filed  its 
No.  6838,  effective  October  28  to  November  11. 

Arrangements  for  the  three  warriors  who  came  to  Wash- 
ington October  23  were  made  under  permit  No.  55366,  under 
which  the  Pennsylvania  published  its  No.  6839,  effective  October 
23.  The  tariffs  show  rates  of  one  dollar  for  particular  parts 
of  the  trips,  and  some  of  the  separately  named  factors  have 
been  mentioned  in  the  foregoing  paragraphs. 

It  was  impossible  for  the  railroad  companies  or  the  govern- 
ment to  figure  out  how  to  show  the  distinguished  foreign  visitors 
any  of  the  "courtesies"  comprehended  within  the  four  corners 
of  a  free  pass.  The  law  prescribes  the  conditions  under  which 
and  the  persons  to  whom  passes  may  be  given.  The  railroads 
may  haul  soldiers  to  and  from  the  homes  maintained  by  the 
government  without  charge,  but  that  is  as  near  as  any  of  the 
foreign  officers  could  come  to  any  of  the  classes  to  whom  passes 
might  be  given.  The  railroad  managements  would  have  been 
glad  to  have  given  the  visitors  beautifully  engraved  passes,  but 
no  way  for  getting  around  the  prohibitions  of  the  law  could 
be  found. 

President  Harding,  without  having  looked  at  the  language 
of  the  statute,  inquired  whether  the  Commission  could  not  sus- 
pend the  parts  of  the  law  forbidding  the  grant  of  free  trans- 
portation. The  easiest  way  to  evade  the  law  was  for  the  Com- 
mission to  allow  the  publication  of  tariffs  for  special  trains 
and  cars  for  the  use  of  the  visitors  on  short  notice.  Even 
those  who  suggested  that  way  for  circumventing  the  law  were 
not  sure  that  that  would  be  a  perfectly  legal  way  to  do  the 
thing  desired.  The  Commission,  heretofore,  has  never  favored 
the  publication  of  per  car  or  per  train  rates  of  any  kind  for  any 
purpose,  so  that,  broadly  speaking,  the  permits  issued  to  meet 
the  exigencies  of  this  case,  furnish  a  precedent.  Inasmuch 
as  the  Commission  is  not  much  bound  by  precedents,  by  the 
doctrine  of  stare  decisus  or  res  judicata,  it  is  not  likely  that 
It  would  listen  to  a  railroad  that  tried,  on  thirty  days'  notice, 
to  publish  per  car  or  per  train  rates  for  John  Smith  and  his 
escort,  from  one  point  to  another. 


to  move  with  regularity,  and  in  considerable  volume  so  that 
traffic  would  bear  only  one  increase.  As  to  traffic  that  would 
move  neither  regularly  nor  in  great  volume,  it  was  to  be  left  to 
the  chance  of  paying  an  increase  on  each  factor  of  the  combina- 
tion, if  the  shipper  or  shippers  interested  were  not  able  to  antici- 
pate the  movement  in  time  enough  to  obtain  the  publication  of 
a  joint  through  rate  no  higher  than  would  result  from  the  appli- 
cation of  the  combination  rule,  which  the  carriers  proposed  to 
cut  out. 

Lumber  shippers,  in  particular,  made  strong  protests  on  the 
ground  that  they  could  not  foresee  where  they  would  be  desirous 
of  shipping  because  they  could  not  foresee  where  orders  for  their 
commodities  would  come  from.  Brick  and  tile  manufacturers 
made  similar  representations.  Petroleum  interests  persuaded  the 
Commission  to  call  a  conference  between  themselves  and  rail- 
road men  to  talk  over  the  whole  subject  of  making  rates  on  com- 
bination. An  all  day  talk  did  not  bring  a  solution.  So  far  as 
known  the  troubles  of  shippers  other  than  those  of  petroleum 
with  that  rule  and  its  application,  and  the  proposal  to  cancel 
it,  have  not  been  any  fewer  or  less  irritating.  It  has  made  just  as 
much  trouble  for  the  railroads  but  so  long  as  varying  percentages 
of  increase  in  rates  continue  in  effect,  it  is  believed,  there  will 
be  a  necessity  for  some  kind  of  a  rule  for  making  combinations. 

Before  the  percentage  method  of  making  increases  came  into 
vogue,  it  was  the  effort  of  railroads  having  rails  to  rate-break- 
ing points  to  establish  rates  to  the  points,  which,  when  combined 
with  the  separately  established  rates  of  the  carriers  beyond  the 
rate-breaking  points,  would  be  exactly  the  same  as  the  through 
local  or  through  joint  rates  of  competing  carriers.  Then  rates 
were  made  on  full  combination  instead  of,  as  at  present,  on  a 
scheme  that  undertakes  to  apply  on  a  joint  movement  the  In- 
crease in  only  one  factor,  or  just  enough  of  the  increase  on  one 
factor  to  make  the  combination  the  same,  in  dollars  and  cents, 
as  would  be  collected  on  a  joint  or  through  local. 


COMBINATION  RATE  RULE 

The  Traffic   World   Washington  Bureau 

The  Commission  has  discontinued  I.  and  S.  No.  1350,  cancel- 
lation of  combination  rule,  because  Leland  has  cancelled  supple- 
ment No.  3  to  his  I.  C.  C.  1411,  which  had  been  suspended  to 
November  7.  Discontinuance  of  the  case  was  expected.  Weeks 
ago  it  became  apparent  that  the  carriers  would  not  be  able  to 
carry  out  their  plan  to  get  rid  of  the  rule  for  making  rates  on 
combination  not  later  than  the  last  day  of  the  year.  They  pro- 
posed to  get  rid  of  the  rule  in  relation  to  some  of  the  traffic 
affected,  on  August  1,  and  on  the  rest  of  the  traffic  not  later  than 
December  31. 

In  accordance  with  their  plan  they  filed  a  cancellation  tariff 
early  in  June  to  be  effective  in  time  to  put  the  new  scheme  into 
effect  not  later  than  August  1  on  some  of  the  traffic.  The  Com- 
mission issued  the  first  suspension  order  on  June  9  and  a  later 
order  on  August  7,  thereby  holding  up,  for  investigation,  both 
parts  of  the  plan. 

After  the  suspension  orders  were  issued  the  carriers  decided 
to  leave  the  matter  for  individual  action  and  that  is  the  status 
of  the  matter.  In  a  general  way  the  plan  for  getting  rid  of 
the  rule  was  to  have  the  carriers  establish  joint  through  rates 
on  traffic,  which  a  shipper  or  shippers  should  show  was  likely 


REDUCED  IRON   ORE   RATES 

The  Traffic   World   Washington  Bureau 

Contrary  to  expectations  (Traffic  World,  October  15,  p.  778) 
the  Philadelphia  &  Reading  did  not  advance  the  effective  date 
of  supplement  No.  6  to  P.  &  R.  J-7752,  from  November  10  to 
October  20.  The  reduced  rates  named  in  the  supplement,  there- 
fore, unless  there  is  a  quirk  in  it  that  is  not  obvious,  will  be- 
come operative  from  Philadelphia  to  Bethlehem  and  Hellerton 
on  November  10. 

The  Reading  has  filed  a  cancellation  of  the  supplement  be- 
fore mentioned,  the  cancellation  publication  being  P.  &  R.  J-8002. 
In  that  last  mentioned  tariff  the  Reading  made  operative,  on 
October  20,  reduced  rates  on  iron  ore.  That  tariff,  however,  did 
not  cancel  the  reduced  rates  from  Philadelphia  to  Bethlehem 
and  Hellerton  which  have  not  yet  become  effective,  nor  did  it 
provide  for  the  cancellation  of  the  rates  that  are  to  become 
effective  on  November  10,  on  December  31,  or  any  other  date. 
The  last  day  of  the  year  is  the  day  on  which  the  reduced  rates 
that  went  into  effect  on  October  20  are  to  expire  by  limitation. 

Considerable  significance  is  attached  to  the  fact  that  the 
rates  carried  in  the  earlier  tariff,  but  which  will  not  become 
effective  until  November  10,  were  not  plainly  canceled  as  of 
December  31,  the  day  on  which  the  carriers  provide,  in  other 
tariffs,  to  end  the  reduced  rates.  Of  course,  the  rate  that  goes 
into  effect  on  statutory  notice  can  be  canceled  on  like  notice,  so 
that  the  significance  now  attached  to  that  tariff  may  be  unwar- 
ranted. If,  however,  it  is  not  eliminated,  it  means  that,  as  to 
traffic  in  iron  ore  for  Hellerton  and  Bethlehem,  from  Philadel- 
phia, the  low  rates  will  continue,  according  to  present  plans, 
after  they  have  been  cut  out  in  other  parts  of  the  country. 
Inasmuch  as  the  first  cuts  in  rates  on  iron  ore  were  made  by 
carriers  serving  Atlantic  ports,  the  continuance  of  a  reduced 
rate  basis  from  Philadelphia  is  taken  as  indicating  that  the 
Reading  intends  to  be  prepared  to  continue  that  low  rate,  should 
it  be  decided  by  the  Lehigh  Valley  to  continue  the  low  rate  from 
Perth  Amboy,  or  the  Chesapeake  &  Ohio  should  decide  to  con- 
tinue the  low  rate  on  ore  from  Hampton  Roads  ports  to  Virginia 
furnace  points.  The  Chesapeake  &  Ohio  was  the  first  to  make 
a  reduction.  The  Lehigh  Valley  came  along  a  considerable  time 
after  that.  The  former  cut  the  rate  below  the  level  in  effect 
prior  to  Ex  Parte  No.  74.  The  Lehigh  Valley  cut  amounted  only 
to  an  elimination  of  the  advance  made  August  26.  That  cut  be- 
came the  measure  of  the  reductions  made  on  ex-lake  ore  on 
October  18  and  on  all  other  ore  two  days  later,  in  Official  Classi- 
fication territory.  , 

The  limitation  in  the  tariffs  whereby  they  expire  on  the 
last  day  of  the  year  was  put  in,  it  is  understood,  as  notice  that 
the  carriers  did  not  consider  the  rates  that  were  being  super- 
seded as  being  unreasonable  and  that,  therefore,  they  proposed 
re-establishing  them  with  the  beginning  of  1922.  The  general 
impression,  however,  is  that  the  rates  established  by  Ex  Parte 
No.  74  will  never  be  restored.  The  present  rates  may  be  raised, 
it  is  suggested,  but  not  to  the  level  that  was  broken  down  by 
the  tariffs  operative  on  October  18  and  October  20. 
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Decisions  of  Interstate  Commerce  Commission 


V 


WESTERN   GRAIN   RATE   CASE 


In  a  report  on  the  Western  grain  rate  case,  technically 
known  as  No.  12929,  Interstate  rates  on  grain,  grain  products 
and  hay,  in  carloads,  between  points  in  the  Western  and  Moun- 
tain Pacific  groups,  opinion  No.  7178,  64  I.  C.  C.  85-106,  written 
by  Commissioner  Aitchison,  the  Commission  has  taken  from  the 
western  carriers  half  the  advances  the  Commission  allowed  them 
on  these  commodities  in  Ex  Parte  No.  74.  At  the  same  time  It 
directed  the  restoration  of  the  differential  relationship  in  rates 
on  wheat  on  the  one  hand  and  coarse  grains  on  the  other.  The 
rates  on  the  coarse  grains  are  to  be  made  ten  per  cent  lower 
than  the  rates  on  wheat.  Ten  per  cent  will  produce  about  the 
differentials  that  were  general  before  the  promulgation  of  Gen- 
eral Order  No.  28.  Commissioners  Potter  and  Lewis  wrote  con- 
curring opinions. 

No  order  was  issued.  The  Commission  expects  reductions 
to  be  made  as  soon  as  possible — not  later  than  November  20. 
The  tariffs  carrying  the  changes  may  be  made  operative  on  five 
days'  notice.  The  permission  to  make  the  reduced  rates  opera- 
tive on  five  days  covers  only  the  respondents  and  commodities 
before  the  Commission  in  this  case.  If  necessary,  interested 
parties  may  bring  to  the  Commission's  attention  any  outstanding 
orders  of  the  Commission  which  may  require  modification  to 
permit  prompt  and  full  compliance  with  the  findings.  Parities 
through  gateways  are  to  be  preserved. 

In  this  way  the  carriers  west  of  the  Mississippi  are  to  be 
deprived  of  revenue  estimated  by  them  in  the  trial  of  the  case 
at  from  $40,000,000  to  $50,000,000,  if  the  crop  moved  next  year 
is  as  great  as  that  of  this  year.  The  loss  on  this  year's  crop  will 
be  in  proportion  to  the  percentage  of  it  that  has  not  yet  been 
moved.  No  mention  of  any  loss  of  revenue  is  made  in  the 
Commission's  report.  The  carriers  estimated  their  losses,  if  the 
whole  of  the  advances  authorized  in  Ex  Parte  No.  74  were  taken 
away,  at  from  $80,000,000  to  $100,000,000.  Had  their  estimates 
been  beyond  probabilities,  it  is  believed,  the  Commission  would 
have  called  attention  to  the  overestimate. 

This  cut  in  rates  and  revenue,  the  Commission  specifically 
said,  was  ordained  by  it,  in  accordance  with  the  intent  of  sec- 
tion 15a. 

"The  case  before  us  relates  only  to  certain  basic  commodi- 
ties," said  Mr.  Aitchison.  "Necessarily  our  findings  and  orders 
will  be  so  confined.  In  reaching  our  conclusions  we  have  taken 
into  consideration,  among  other  things,  the  facts  of  record  in 
regard  to  the  present  status  of  these  commodities,  and  of  their 
production  and  their  marketing,  the  vital  importance  of  the  in- 
dustry, which  they  represent  to  the  country  as  a  whole,  the  re- 
ductions in  operating  expense  which  respondents  have  experi- 
enced since  our  decision  in  Ex  Parte  No.  74,  and  the  present 
trend  of  traffic.  They  are,  in  brief,  conclusions  which  look  to 
the  future  in  accordance  with  the  intent  of  section  15a,  and 
which  are  based  upon  our  best  judgment  as  to  what  will  pro- 
duce the  best  results  for  all  concerned,  including  the  carriers." 

The  report  includes  a  discussion  of  that  section.  In  the 
course  of  that  discussion  Commissioner  Aitchison  said: 

"The  purpose  of  section  15a  was  undoubtedly  to  better  stabil- 
ize the  credit  of  railroads,  reassure  investors  and  attract  capital 
to  the  railroad  industry.  It  is  plainly  our  duty  to  do  everything 
in  our  power  to  carry  out  this  purpose.  The  experience  of  the 
past  twelve  months,  however,  has  shown  the  limitations  which 
surround,  in  actual  practice,  the  operation  of  this  provision  of 
the  law.  The  increases  of  1920  were  intended  to  give  the  car- 
riers the  specified  return  and  no  doubt  they  would  have  done 
so  if  the  volume  of  traffic  had  remained  normal.  Instead  it  fell 
off  sharply,  and  net  earnings  failed,  by  a  considerable  margin, 
to  reach  the  desired  mark.  Nevertheless,  when  it  became  ap- 
parent that  this  would  be  'the  case,  carriers  and  shippers  alike 
agreed  that  it  was  not  our  duty,  under  section  15a,  to  raise  rates 
to  still  higher  levels.  To  have  done  this  clearly  would  have  been 
a  vain  thing,  harmful  alike  to  the  country  and  to  the  carriers. 

"The  rate  adjustment  cannot,  with  advantage,  be  made  de- 
pendent upon  fluctuations  in  traffic. 

"It  is  also  to  be  noted  that  the  duty  cast  upon  us  by  section 
15a  Is  a  continuing  duty  and  looks  to  the  future.  It  does  not 
constitute  a  guaranty  to  the  carriers,  nor  is  the  obligation  cumu- 
lative. We  are  not  restricted  by  past  or  present  statistics  of 
operations  and  earnings.  These  are  serviceable  only  as  they 
illuminate  the  future.  What  is  contemplated  by  the  law  is  that 
in  this  exercise  of  our  rate-making  power  the  result  shall  reflect 
our  best  judgment  as  to  the  basis  which  may  reasonably  be  ex- 
pected for  the  future  to  yield  the  prescribed  return. 

"The  conditions  with  which  we  are  called  upon  to  deal  are 
extraordinary  and  unique  since  they  are  the  aftermath  of  a  world 
catastrophe.  The  sufferings  of  the  western  farmers  may  be 
ascribed  to  that  fact.  The  prostration  of  agriculture  in  this  coun- 
try is  the  product  of  world-wide  forces.  The  high  level  of  freight 


rates  has  been  an  obvious  and  tangible  circumstance  which  ban 
quite  naturally  been  a  target  of  dlsgatlsf  action,  but  we  are  not 
persuaded  that  It  has  been  more  than  a  minor  In  bringing  about 
distress.  . 

"The  important  thing  at  present,  however,  IB  not  the  source 
of  the  disease,  but  the  means  of  recovery.  Whatever  part  freight 
rates  may  have  played  at  the  outset,  many  qualified  to  form  an 
opinion  entertain  the  view  that  the  present  level  of  these  rates 
is  one  of^  the  obstacles  |n  the  way  of  returning 

' 


likewise  One  Of  tneobBtaCleB   fp  anafantlnl    rortnrHf.na    In   <ho 

nf  living.  The  fact  that  many  railroad  charges  are  still  levied 
at  the  war-time  peak  and  the  cost  of  living,  in  some  respects 
below  it,  are  alike  the  cause  of  discouragement  to  the  producer 
who  has  been  unable  to  maintain  his  own  prices  and  to  the 
employe  who  has  experienced  a  reduction  of  wages. 

"The  really  vital   p.nn/*_p_rii  nf  ihp  fmripra   In  _Lh_ig__aiinatinn  ___  i.( 


to   promote   return 


what    mv    hr*   dpprrpH    nnrril 


urn  of 

anything    that    will    ^o|p    tnwnr,!    fhin     ...,1    In     ^rnnflf    t»    thoTr 

fit  So  far  a  tendency  downward  in  their  rates  can  be  induced, 
and  so  far  as  reductions  of  wages  and  prices  which  have  already 
been  made  effective  can  be  converted  into  rate  reductions  we 
are  assured  of  the  full  return  of  prosperity  for  both  Industry 
and  for  labor.  The  carriers  have,  we  feel,  manifested  a  realiza- 
tion of  this  fact  in  the  substantial  reductions  In  rates,  which 
from  time  to  time  in  recent  months  they  have  voluntarily  made." 

The  reductions  will  be  less  than  17.5  per  cent  in  the  west- 
ern district  and  less  than  12.5  per  cent  in  rates  of  the  moun- 
tain-Pacific group.  The  holding  of  the  Commission  is  that  the 
rates  on  grain,  grain  products  and  hay  will  be  unreasonable  to 
the  extent  that  each  includes  more  than  half  the  advance  au- 
thorized in  Ex  Parte  No.  74.  If  a  rate  was  $1  on  August  25,  it 
became,  in  the  western  group,  $1.35  on  the  next  day.  To  re- 
duce that  by  17.5  per  cent,  as  the  half  of  the  advance  allowed 
in  Ex  Parte,  would  result  in  a  rate  of  $1.11.  That,  however, 
would  not  be  eliminating  half  the  advance  made  under  Ex 
Parte  No.  74.  Compliance  with  a  direction  to  remove  half  the 
increase  would  result  in  a  rate  of  $1.175.  The  way  to  figure  the 
new  rates  will  be  to  take  those  in  effect  August  25  and  apply 
to  them  one-half  the  advance  allowed  in  that  case. 

Commissioner  Potter  wrote  the  most  vigorous  concurring 
opinion  that  a  member  of  that  body  had  produced  in  many 
years.  The  effect  on  those  who  read  his  language  was  the  same 
as  if  he  had  said  that  Commissioner  Aitchison  had  not  used 
language  of  appropriate  strength.  He  said  the  report  did  not 
recite  all  the  considerations  which  influenced  his  vote.  That, 
he  said,  coupled  with  the  fact  that  the  Commission  was  dealing 
with  fundamentals  that  go  far  beyond  the  particular  case, 
prompted  him  to  file  a  separate  expression  of  his  views. 

"At  a  time  when  our  railways  are  charging  lower  rates  and 
paying  higher  wages  than  carriers  of  other  countries,  it  takes 
a  lot  to  explain  an  order  reqiHrinpr  „  rato  r0ri..minn  whf>n 


earnings  of  tnecarriers  are  much  less  than  the  minimum  fair 
retOTH"  Wfllch  tpe  law  prescribes."  said  Commissioner  Potter. 
"I  have  the  keenest  appreciation  that  we  must  be  watchful  and 
alert  to  see  whether  our  action  is  beneficial  or  harmful.  Our 
action  will  be  wrong  and  will  need  prompt  correction,  if  the 
results  of  recent  and  further  needed  readjustments  respecting 
operating  costs  do  not  strengthen  the  carriers." 

After  calling  attention  to  disappointing  results  in  the  last 
year  he  said  that  "in  the  public  interest,  as  well  as  in  fairness 
to  the  carriers,  there  must  be  done  without  delay,  whatever  is 
necessary  so  to  improve  their  operating  showing  as  to  protect 
their  credit,  restore  confidence  and  attract  new  money  to  make 
betterments  for  which  there  is  need.  To  require  a  rate  reduc- 
tion under  such  circumstances  is  for  us  to  assume  a  grave  re- 
sponsibility. Notwithstanding  the  risk  involved,  we  must  be 
guided  by  our  best  judgment,  and  I  am  convinced  a  reduction 
should  be  made.  *  *  *  I  believe  increase  in  traffic  and  a  re- 
duction in  operating  costs  may  be  expected,  and  that  increased 
earnings  to  the  carriers  may  be  looked  for. 

"Practically  every  one  admits  rates  are  too  high.  Rates  too 
high  are  unjust  and  unreasonable  and  under  the  law  must  be 
reduced.  Those  who  justify  present  rates  regard  them  as  a 
necessary  evil — something  that  must  be  tolerated  because  high 
costs  of  operation  prevent  their  reduction.  That  Is  no  justifi- 
cation. If  operating  costs  are  holding  rates  at  a  level  too  high, 
the  thing  to  do  Is  to  reduce  the  costs. 

"Almost  everything  has  been  too  high.  The  fundamental 
trouble  with  the  industrial  and  commercial  affairs  of  the  coun- 
try is  that  there  is  insufficient  production  and  costs  are  too 
high.  The  latter  is  the  cost  of  the  former.  Production  in  this 
time  is  far  below  the  normal  needs.  If  normal  conditions  could 
be  brought  about,  the  industries  of  the  country  could  operate 
normally  for  a  long  period  to  take  care  of  the  markets  of  this 
country,  to  say  nothing  of  the  markets  in  other  countries.  *  *  » 
A  reduction  of  production  costs  is  essential  to  this  result." 
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He  said  that  freight  rates  were  out  of  proportion  to  other 
operating  costs.  "Rates  must  be  gotten  back  to  their  proper 
relation  to  other  things.  They  must  come  down,  and  whatever 
is  necessary  to  bring  them  down  must  be  done.  Many  of  the 
cost  factors  of  railway  operation  which  forced  higher  rates  have 
been  substantially  reduced  within  the  last  year.  The  most  im- 
portant item  of  cost  is  labor.  The  carriers  tell  us  that  they  are 
now  paying  extravagantly  high  wages.  If  we  may  rely  on  their 
statement  in  this  regard,  they  are  not  operating  their  proper- 
ties economically  and  efficiently,  and  therefore,  operating  costs 
may  be  further  reduced.  We  have  no  jurisdiction  over  wage 
controversies,  but  we  may  take  note  of  the  admission  of  the 
carriers  and  require  tiem  to  find  out  whether  their  wage  scales 
are  too  high,  and  to  lower  them  if  they  can. 

"If  upon  presentation  of  the  facts  as  the  law  requires,  the 
Labor  Board  decides  that  wages  are  not  too  high,  those  using 
transportation  will  have  to  pay  the  bill  of  the  organized  rail- 
way employes.  The  shippers  of  the  country  and  labor  gen- 
erally are  entitled  to  their  day  in  court  and  the  carriers  are  the 
ones  to  present  their  case,  for  carriers,  shippers  and  laborers 
employed  in  all  the  country's  industries  which  use  the  carriers 
are  interested  in  this  issue." 

After  saying  that  the  annual  wage  bill  of  the  railroads  went 
up  from  $1,468,576,394,  for  class  I  railroads  in  1916  to  the  rate 
of  $3,900,000,000  in  the  last  eight  months  of  1920,  and  that  even 
if  the  wage  board  lopped  off  $1,000,000,000  in  addition  to  the 
cut  of  last  July,  rates  could  be  reduced  only  18  per  cent,  Mr. 
Potter  said: 

"The  right  and  power  to  reduce  wages  rests  initially  with 
the  carriers.  They  have  no  excuse  for  maintaining  the  wage 
levels  which  they  say  are  too  high.  If  they  believe  them  too 
high  they  should  take  steps  to  reduce  them.  Until  they  make 
that  effort  they  are  not  entitled  to  refer  to  wages  as  excusing 
high  rates.  Until  they  have  the  protection  of  an  award  made 
under  existing  conditions  by  the  Labor  Board,  they  cannot 
justify  the  present  rates.  On  the  face  of  things,  there  is  nothing 
in  the  wage  situation  to  justify  a  rate  ievel  entirely  abnormal 
and  which  is  menacing  the  'Country's  welfare.  .  .  . 

"The  transportation  machine  of  the  country  is  being  used 
for  the  benefit  of  the  shipper  and  railway  employes  and  the 
owners  of  the  machine  are  receiving  much  less  for  its  use  than 
the  law  says  they  are  entitled  to.  In  considering  what  railway 
employes  should  receive  regard  should  be  had  for  what  the  ship- 
pers can  afford  to  pay.  The  record  in  this  case  shows  that  the 
Labor  Board  has  declined  to  give  consideration  to  this  broad 
basic  question,  and  has  refused  to  hear  shippers  while  consider- 
ing wage  controversies.  The  question  as  to  what  rates  are  fair 
and  reasonable  is  with  us.  If  the  broad  economic  question  as 
to  how«much  shippers  can  afford  to  pay  is  a  question  to  be 
determined  by  us  when  we  fix  fair  and  reasonable  rates,  it  will 
follow  that  the  Labor  Board,  in  considering  wages,  would  regard 
our  finding  as  one  of  the  relevant  circumstances  to  be  taken  into 
consideration  in  fixing  wages.  In  this  aspect  of  the  case  there 
is  apparently  necessity  for  a  determination  by  us  as  to  the  proper 
rate  level,  and  we  are  authorized  to  order  a  rate  reduction 
without  waiting  for  wages  to  be  reduced  to  a  point  where  the 
carriers  can  prosper  under  the  rate  level  which  we  prescribe." 
Commissioner  Lewis,  who  heard  the  case,  but  did  not  become 
the  spokesman  for  the  Commission,  said,  in  his  concurring  re- 
port, that  the  evil  effect  on  distant  markets  of  percentage  in- 
creases in  rates  was  recognized  in  the  livestock  case.  While 
prices  were  high  the  increased  spread  between  rates  was  felt 
lass  than  now,  he  said.  Continuance  of  the  increased  spread 
on  commercial  grains  and  hay,  he  said,  would  tend  to  contrac- 
tion of  the  producing  areas  in  the  west.  The  exaggerated  spread 
between  long  and  short  haul  rates,  under  conditions  at  present 
existing,  renders  the  rates  unjust  and  unreasonable,  he  said. 
Commissioner  Hall  joined  in  that  opinion. 


to  north  Pacific  coast  terminals,  although  there  had  been  no 
movement  to  them.  Had  barley  flour  been  carried  in  the  tariffs 
to  the  points  in  question,  he  said,  the  barley  flour  that  moved  in 
mixed  carloads  would  have  taken  the  fifth  class  instead  of  fourth. 
Reparation  is  to  be  made  to  the  basis  of  the  contempo- 
raneously applicable  rate  on  wheat  flour. 


RATES    ON    BARLEY    FLOUR 

In  a  pointed  report,  written  by  Commissioner  Aitchison  on 
No.  11547,  Pillsbury  Flour  Mills  Co.  et  al.  vs.  Director-General, 
et  al.,  opinion  No.  7177,  64  I.  C.  C.,  81-4,  the  Commission  has 
condemned  as  unreasonable— and  ordered  reparation— full  fifth 
class  on  carloads  and  fourth  class  on  less-than-carloads  on  bar- 
ley flour,  from  Minneapolis  and  Omaha  to  Los  Angeles  and  to 
destinations  in  Arizona  and  New  Mexico.  Barley  flour  came  into  de- 
mand during  the  regime  of  the  Food  Administration,  when  the 
government  required  the  use  of  certain  percentages  of  cereals 
other  than  wheat  in  making  flour  for  baking  purposes.  The  tariff 
carrying  rates  on  all  kinds  of  flour  other  than  barley,  applied 
between  April  1,  and  September  20,  1918.  On  the  last  mentioned 
date  the  Director-General  put  barley  flour  on  a  footing  of  equality 
with  other  kinds  of  flour.  Aitchison  said  the  transportation 
characteristics  of  barley  flour  and  other  kinds  of  flour  were  so 
nearly  identical  that  the  fact  that  barley  flour  did  not  generally 
move  was  not  a  reason  for  suggesting  that,  inasmuch  as  the 
movement  was  sporadic,  the  class  rates  were  the  proper  ones 
to  apply.  Rates  on  barley  to  other  points,  he  said,  were  carried 
in  the  tariff  in  question,  although  there  was  no  movement  of 
that  commodity  to  such  other  points.  He  also  called  attention 
the  fact  that  the  flour  rates  were  applicable  op  barley  flour 


RATES  ON  WHITE   CLOVER  SEED 

The  Commission  has  dismissed  No.  11478,  Nebraska  Seed 
Co.  vs.  C.  &  N.  W.  et  al.,  opinion  No.  7175,  64  I.  C.  C.  75-7,  hold- 
ing that  the  combination  rates  on  white-clover  seed,  in  carloads, 
from  Gilby,  Grand  Forks  and  Michigan,  N.  D.,  to  Omaha,  shipped 
in  1919  and  1920,  were  not  unreasonable  nor  unduly  prejudicial. 
The  complaint  was  based  largely  on  the  fact  that  there  were  no 
joint  rates  such  as  applied  to  shipments  received  by  the  competi- 
tors of  the  complainant  at  St.  Paul  and  Chicago;  also  that  the 
combinations  to  Chicago  and  St.  Louis,  for  longer  hauls  than 
to  Omaha,  were  lower.  The  Commission  accepted  as  a  good  de- 
fense, the  explanation  of  the  carriers  as  to  why  the  rates  with 
which  the  complainant  compared  the  charges  it  had  to  pay  were 
lower.  They  said  the  low  rates  to  St.  Paul  were  forced  by  the 
low  intrastate  rates  in  Minnesota.  The  low  combinations  to 
Chicago  and  St.  Louis  they  explained  by  pointing  to  the  compe- 
tition of  water  lines,  the  great  traffic  density  between  St.  Paul 
and  Chicago  and  the  carrier  competition  at  Chicago,  St.  Paul 
and  St.  Louis.  The  factor  from  Sioux  City  to  Omaha,  consider- 
ably lower  than  the  one  from  Sioux  City  to  Omaha,  they  ex- 
plained as  being  due  to  the  low  Iowa  intrastate  rates. 


CANCELLATION    OF    HEATER    SERVICE 

A  finding  of  non-justification  has  been  made  by  the  Com- 
mission in  a  report  on  I.  and  S.  No.  1353,  cancellation  of  heater 
service  for  fresh  fruits  and  vegetables  (mimeographed,  without 
opinion  or  page  numbers)  as  to  the  proposed  rule  eliminating 
the  whole  of  Illinois,  and  that  part  of  Indiana  within  the  Chi- 
cago switching  district,  from  the  territory  in  which  "carriers' 
protective  service  against  cold"  shall  hereafter  be  available  under 
section  5  of  Perishable  Protective  Tariff  No.  1,  Fairbanks'  I.  C.  C. 
No.  6,  and  withdrawing  such  service  on  traffic  outside  the 
so-called  cold  weather  zone  when  destined  to  states  not  within 
the  zone,  or  to  points  beyond  Illinois  and  the  part  of  Indiana 
mentioned. 

The  suspended  schedules  contained  two  propositions.  One 
was  to  eliminate  tlie  heater  car  charges  on  citrus  fruits.  The 
other  was  to  cut  out  the  service  on  fruits  and  vegetables  pass- 
ing through  Illinois  and  the  Chicago  switching  district.  The 
California  Citrus  League  favored  the  elimination  of  the  offer- 
ing of  the  service.  It  was  also  favored  by  the  Union  Pacific, 
Rock  Island  and  the  Santa  Fe.  They  favored  the  exception 
because  the  Southern  Pacific  has  a  route  to  territory  east  of 
the  Illinois-Indiana  line,  through  New  Orleans  and  the  Ohio 
River  crossings  in  which  the  service  is  not  needed,  because 
citrus  fruits  will  stand  cold  as  low  as  12  degrees  below  zero, 
without  any  protection  other  than  the  walls  of  the  refrigerator 
cars. 

At  the  hearing  the  lines  favoring  elimination  said  the  ex- 
ception was  broader  than  was  intended.  It  was  intended  only 
to  deal  with  the  carrier  competition  from  California,  New 
Mexico  and  Arizona.  Even  when  modified  as  proposed,  the  Com- 
mission said,  the  exception  would  seem  to  be  wider  than  the 
exigencies  of  carrier  competition  would  require,  because  all  ship- 
ments destined  to  points  in  the  so-called  heater  zone  from  Cali- 
fornia are  now  subjected  to  an  additional  charge  for  carriers' 
protective  service  as  soon  as  they  enter  the  zone,  even  though 
they  move  over  the  southern  route.  The  citrus  league  testified 
that  the  service  is  expensive  and  if  it  had  been  used  on  all  its 
shipments  last  year,  the  cost  would  have  been  $520,000. 

The  second  exception  would  have  applied  on  potatoes  mov- 
ing from  Minnesota  and  Wisconsin  through  Illinois.  Shippers 
of  fruits  and  vegetables  from  Wisconsin  objected  most  strenu- 
ously because  Minnesota  competitors  could  ship  through  Iowa 
and  Missouri  in  which  the  service  would  still  be  available,  thus 
enabling  Minnesota  to  ship  all  winter  while  Wisconsin  would  be 
shut  out  because  natural  routes  from  Wisconsin  pass  through 
Illinois. 

The  report  said  the  second  exception  was  made  at  the  re- 
quest of  the  Toledo,  St.  Louis  &  Western.  Other  Illinois  lines 
acquiesced,  but  at  the  hearing  they  made  it  plain  they  did  not 
approve  of  the  scheme.  The  Toledo,  St.  Louis  &  Western  ob- 
jected to  the  holding  out  to  furnish  heater  service  because  it 
said  its  mileage  in  Illinois  was  only  182  and  its  share  of  the 
traffic  too  small  warranting  it,  in  its  difficult  financial  condi- 
tion, to  invest  in  heaters. 

"The  record  discloses  no  valid  reason  in  support  of  the 
second  exception  as  applied  either  to  the  Illinois  lines  as  a 
whole  or  to  the  Toledo,  St.  Louis  &  Western  individually,"  said 
the  Commission.  "Should  this  exception  be  permitted  to  go  in- 
to effect,  the  extension  of  carriers'  protective  service  against 
cold  to  central  and  eastern  territory,  which  was  contemplated 
when  Perishable  Protective  Tariff  No.  1  was  originally  pro- 
posed and  strongly  urged  by  us  in  our  report  in  Perishable 
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Freight  Investigation,  would  be  extremely  unlikely.  The  value 
of  this  service  to  the  shipper  in  insuring  against  loss  and  dam- 
age, to  the  carrier  In  stimulating  traffic,  and  to  the  nation  In 
conserving  the  food  supply,  makes  It  imperative  that  no  indi- 
vidual railroad  be  permitted  to  hinder  its  further  development." 

RATES    ON    WROUGHT    IRON    PIPE 

The  Commission  has  dismissed  No.  11791,  South  Cheater 
Tube  Co.  vs.  Missouri,  Kansas  &  Texas  et  al.,  opinion  No.  7176, 
64  I.  C.  C.  78-80,  holding  that  rates  on  wrought  iron  pipe,  in 
carloads,  from  Chester,  Pa.,  to  Lawton,  Okla.,  in  November, 
1917,  were  not  unreasonable,  unjustly  discriminatory  nor  unduly 
prejudicial. 


nizimce  of  changed  condition*  thr-y  put  out  the  75-cont  scale, 
whioh,  when  revised  ao  Indicated,  will  be  allowed  to  become 
operative. 


RATES   ON    MARBLE    SPALLS 

An  order  of  dismissal  has  been  made  in  No.  11531,  Appala- 
chian Marble  Co.  vs.  Director-General,  as  agent,  and  Southern 
Railway,  opinion  No.  7171,  64  I.  C.  C.  67-8,  the  Commission  be- 
ing of  the  opinion  that  rates  on  marble  spalls,  shipped  between 
June  25,  1918,  and  December  31,  1919,  from  quarries  in  the 
vicinity  of  Knoxville,  Tenn.,  to  a  blast  furnace  in  that  city,  dur- 
ing federal  control,  were  not  unreasonable  or  otherwise  in 
contravention  of  law. 


NEW  YORK  PASSENGER  FARE  CASE 
In  a  report  on  further  hearing  on  No.  11623,  In  the  Matter  of 
Rates,  Fares  and  Charges  of  the  New  York  Central  and  Other  Rail- 
road Companies  in  the  State  of  New  York,  commonly  called  the 
New  York  passenger  fare  case,  opinion  No.  7166,  64  I.  C.  C. 
55-6,  written  by  Commissioner  Lewis,  the  Commission  has  held 
that  the  Fonda,  Johnstown  &  Gloversville  Railroad,  a  combina- 
tion steam  and  electric  system,  in  which  the  interstate  business 
amounts  to  about  one-fourth  of  one  per  cent,  is  not  entitled  to 
the  benefits  of  its  decision  in  the  original  report,  59  I.  C.  C.  290. 
It  was  not  one  of  the  roads  that  had  applied  for  permission  to 
charge  3.6  cents  per  mile  as  a  passenger  fare.  Therefore  the 
Commission  has  stricken  its  name  from  the  list  of  roads  which 
must  apply  that  rate  of  fare  in  its  passenger  business. 


RATES  BETWEEN  PACIFIC  COAST  POINTS 

Advanced  class  rates  may  be  made  effective  by  the  car- 
riers on  five  days'  notice,  in  the  territory  west  of  the  Cascade 
Mountains  from  British  Columbia  points  to  American  destina- 
tions and  from,  in  and  between  points  in  western  Washington 
and  Oregon,  as  a  result  of  the  Commission's  decision  in  I.  and  S. 
No.  1338,  Class  and  Commodity  Rates  Between  North  Pacific 
Coast  Points,  opinion  No.  7188,  64  I.  C.  C.  159-69.  Less-than- 
carload  commodity  rates  and  some  carload  commodity  rates 
may  also  be  canceled  out. 

All  these  things  are  to  be  done  because  there  is  not  now 
the  water  line  competition  which  caused  the  carriers  to  estab- 
lish the  low  class  rates,  the  less-than-carload  commodity  rates 
and  the  carload  commodity  rates. 

The  new  rates  are  to  be  built  on  a  class  scale  beginning 
with  75  cents  first  class  between  San  Francisco  and  Portland, 
Ore.  As  proposed,  the  relationship  between  classes  prescribed 
by  the  Commission  in  1911  in  Portland  Chamber  of  Commerce 
vs.  O.  R.  R.  &  N.  Co.,  21  I.  C.  C.  640,  for  application  eastbound 
from  Tacoma,  Seattle  and  Portland,  to  interstate  destinations. 
The  Commission  in  its  report  found  justified  all  the  proposals 
of  the  carriers  except  those  providing  for  a  disregard  of  the 
class  rate  relationship  prescribed  by  It  in  the  case  before  men- 
tioned. It  said  that  that  relationship  should  be  observed. 
Based  on  a  first  class  rate  of  75  cents,  the  Commission  said  the 
rates  on  classes  C,  D  and  E  would  be  22.5,  19  and  15  cents. 

When  the  railroads  have  revised  the  suspended  schedules 
in  accordance  with  the  admonition  to  observe  the  class  rela- 
tionships prescribed  in  the  Portland  Chamber  of  Commerce 
case,  the  increased  rates  may  be  made  operative,  on  five  days' 
notice,  as  before  set  forth. 

In  a  concurring  report  written  by  Commissioner  Aitchison, 
supported  by  Commissioners  Potter,  Esch,  Lewis  and  Cox,  the 
carriers  were  advised  to  carefully  consider  whether  it  would 
not  be  well,  in  the  interest  of  their  revenues,  and  to  avoid  the 
violent  dislocation  of  business,  to  continue  the  24-cent  L.  C.  L. 
commodity  rate  that  has  been  in  existence  so  long.  Admitting 
that  a  less-than-carload  commodity  rate  is  a  violent  departure 
from  the  usual  practice,  the  concurrents  suggested  that  the  rail- 
roads further  consider  whether  it  would  not  be  better  to  retain 
that  rate,  increased,  say,  to  30  cents,  for  the  purpose  of  retain- 
ing some  of  the  traffic  which  they  have  heretofore  been  hauling 
on  it,  generally  in  the  direction  of  the  empty-car  movement. 

This  decision  disposes  of  a  matter  that  has  been  hanging 
fire  for  considerably  more  than  a  year.  Inasmuch  as  the  rates 
were  originally  established  to  meet  water  competition,  the  car- 
riers for  a  number  of  years  have  been  maintaining  higher  rates 
at  intermediate  points.  When  the  Commission  held  in  a  number 
of  cases  that  water  competition  had  disappeared,  the  carriers 
took  up  the  question  of  these  low  rates  west  of  the  Cascades. 
In  1920  they  proposed  a  class  scale  beginning  with  $1.08  on 
first  class.  When  they  finally  filed  the  schedules  that  took  cog- 


RATES  ON  COTTONSEED,  ETC. 

Thi  Traffic  World   Waihington  Bureau 

Justification  of  considerably  higher  rates  proposed  in  Inland 
schedules  suspended  In  I.  and  8.  No.  1405,  rates  on  cottonseed, 
meal  and  cake,  from  Arkansas,  Louisiana,  Oklahoma,  Missouri 
and  Texas  points,  was  begun  before  Examiner  F.  E.  Early  Oc- 
tober 25.  The  railroads  presented  tables  of  rates  to  show  what 
they  had  been  for  twenty  years  and  on  what  basis  they  had 
been  made,  to  show  why  Leland  should  be  permitted  to  do  what 
he  proposes  in  the  schedules  under  suspension. 

Twenty  years  ago  joint  rates  were  published  to  some  east- 
ern destinations  equal  to  the  combinations  on  St.  Louis.  Not 
much  attention  was  paid  to  them  when  percentage  advances 
came  into  fashion.  The  result  of  Inattention  was  that  rates  to 
some  of  the  interior  eastern  points  and  destinations  in  Central 
Freight  Association  territory  became  higher  than  at  the  more 
distant  points.  By  restoring  them  to  their  old  basis,  of  com- 
bination on  St.  Louis,  Leland  proposed  to  remove  the  departures 
from  the  fourth  section  and  thereby  satisfy  the  complaints  of  the 
feed  manufacturers  at  intermediate  points. 

The  main  witness  of  the  carriers  was  B.  F.  Clark,  chief 
clerk  to  the  freight  traffic  manager  for  the  Missouri  Pacific. 
He  was  put  on  the  stand  to  lay  the  foundation  for  the  claim 
that  the  new  rates  would  be  only  what  the  Commission  in- 
tended they  should  be  made  when  it  issued  its  orders  In  the 
general  advance  cases. 

Three  parties  to  the  case  were  represented,  one  being  the 
railroads,  the  second  the  cottonseed  crushers,  and  the  third  the 
manufacturers  of  cattle  feeds.  The  two  last  protested  against 
the  increases  that  would  result  from  the  application  of  the  rule 
for  constructing  rates  proposed  by  the  tariff  publishing  agent. 
They  took  the  position  that  the  rates  were  too  high  now  and 
that  instead  of  being  advanced  they  should  be  lowered  so  as  to 
avoid  the  destruction  of  the  business  that  has  been  created 
by  the  use  of  the  seed  that  once  was  a  waste  product  to  be 
burned  or  thrown  into  creeks,  if  the  latter  could  be  done  while 
no  officer  of  the  law  was  looking. 

The  protestants  were  represented  by  R.  A.  P.  Walker,  for 
the  American  Cotton  Oil  Company;  William  Ermon,  traffic  man- 
ager for  the  Southern  Cotton  Oil  Company;  Traffic  Manager 
Macomber,  for  the  Toledo  Chamber  of  Commerce,  representing 
Larrowe  Milling  Company  and  other  Central  Freight  Association 
territory  feed  manufacturers;  R.  M.  Field,  American  Feed  Man- 
ufacturers' Association;  Mr.  Friedman,  representing  oil  refiners 
at  Portsmouth,  Va.,  and  New  York;  Paul  Blanchard,  Armour 
&  Co.;  Mr.  Wille,  Procter  &  Gamble;  Ed.  P.  Byars,  of  Fort 
Worth,  and  W.  C.  Lipscomb  of  Dallas,  representing  the  Texas 
Cottonseed  Crushers'  Association,  the  members  of  which  operate 
225  mills. 


REDUCTIONS  ON  IMPORT  GREEN  COFFEE 
In  Transcontinental  Freight  Bureau's  fourth  section  appli- 
cation No.  20,  which  was  sent  to  the  Commission  October  20,  R. 
H.  Countiss,  agent,  asks  leave  to  reduce  the  rates  on  green  coffee, 
originating  in  South  America,  in  bags,  carloads,  minimum  80,- 
000  pounds,  westbound,  from  New  York  to  the  California  term- 
inals, from  $1.92  to  80  cents  a  hundred  pounds.  On  the  same 
commodity  to  the  north  Pacific  Coast  terminals,  it  is  proposed 
to  reduce  the  rate,  which  is  at  present  also  $1.92,  to  90  cents. 
The  minimum  to  both  groups  of  destinations  is  at  present  40,000 
pounds. 

To  intermediate  points  it  is  proposed  to  apply  combinations 
made  by  adding  the  new  rates  to  the  local  rate  from  the  lowest 
rated  terminal  to  the  point  of  destination. 

The  application  gives  as  a  reason  for  the  proposed  reductions 
the  fact  that  28,280  tons  of  green  coffee  were  moved  from 
Brazilian  ports  to  San  Francisco  by  steamer,  via  the  Panama 
Canal,  during  1920.  There  are  tnree  steamers  in  regular  service, 
it  says,  carrying  this  commodity  from  the  South  American  ports 
to  the  California  and  north  Pacific  Coast  terminals. 


FT.  W.  &   D.  C.   BONDS 

The  Fort  Worth  &  Denver  City  Railway  Company  has  ap- 
plied to  the  Commission  for  an  order  authorizing  the  extension 
of  $8,176,000  par  value  of  6  per  cent  first  mortgage  bonds  for 
40  years  at  5%  per  cent  interest.  The  company  says  it  has  no 
funds  with  which  to  pay  off  the  6  per  cent  bonds  which  mature 
December  1,  1921,  and  thus  finds  it  necessary  to  make  a  new 
issue  of  bonds  to  refund  the  6  per  cent  bonds,  or  to  extend 
the  bonds.  The  most  economical  plan  would  be  to  extend  the 
bonds,  the  company  says. 


ST.  L.-S.  F.  NOTES  AND  BONDS 

The  Commission  has  authorized  the  St.  Louis-San  Francisco 
to  issue  $4,578,000  of  prior  lien  mortgage  bonds  and  to  pledge 
them  as  collateral  for  short-term  notes. 
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Tentative  Reports  of  the  Commission 


SWITCHING  CHARGES  AT  HARVARD,  ILL. 

In  a  tentative  report  on  No.  12636,  Hunt,  Helm,  Ferris  &  Com- 
pany vs.  Chicago  &  Northwestern  et  al.,  a  complaint  in  which  the 
Commission  was  asked  to  establish  a  reciprocal  switching  charge 
of  $2.50  per  car  at  Harvard,  111.,  and  then  require  the  North 
Western  and  the  Chicago,  Harvard  &  Lake  Geneva  to  absorb 
that  charge,  Examiner  Howard  Hosmer  recommended  a  holding 
that  the  failure  of  the  companies  to  absorb  interchange  switch- 
ing charges  was  and  is  not  unjustly  discriminatory  nor  unduly 
prejudicial;  that  the  interchange  switching  charge  of  $5  pel- 
car  maintained  by  the  Chicago,  Harvard  &  Lake  Geneva,  an 
electric  line,  had  not  been  found  to  be  unreasonable  nor  other- 
wise unlawful;  and,  finally,  that  the  $15  per  car  charged  by  the 
North  Western  for  interchange  switching  at  Harvard  was  un- 
reasonable because  and  to  the  extent  that  it  exceeds  or  may 
exceed  $9  per  car.  That  is  the  interchange  switching  charge  of 
the  North  Western  at  points  other  than  Harvard. 

Part  of  the  plant  of  the  complainant  at  Harvard  is  served 
by  the  electric  and  part  by  the  steam  line.  They  have  no  ar- 
rangement for  absorbing  the  charges  on  interchange  switching. 
Hosmer  said  that  it  was  not  undue  prejudice  against  the  com- 
plainant, because  the  North  Western  absorbs  interchange 
charges  at  points  other  than  at  Harvard,  at  which  there  may 
be  competitors  of  the  complainant.  It  makes  no  absorption  at 
Harvard  on  any  kind  of  traffic. 


was   unreasonable  because   and   to   the   extent  that  it  exceeded 

$1.29. 


COAL,  KENTUCKY  TO  CINCINNATI 

An  order  requiring  the  Louisville  &  Nashville  and  the  Ohio 
&  Kentucky,  the  latter  a  short  line,  to  establish  group  rates 
on  coal  from  mines  on  the  short  line,  between  O.  &  K.  Junction 
and  Three  Mile,  Ky.,  to  Cincinnati  and  destinations  in  Central 
Freight  and  Western  Trunk  Line  territories,  has  been  recom- 
mended by  Examiner  John  A.  McQuillan,  in  a  report  on  No. 
12601,  Riverside  Coal  Co.  vs.  Ohio  &  Kentucky  Railway  Co. 
et  al.  The  fundamental  holding  proposed  is  that  the  present 
rates  from  the  points  in  question  on  the  short-line  railroad  are 
unreasonable  because  and  to  the  extent  that  they  exceed  the 
rates  from  the  junction  point. 

At  present,  and  for  a  long  time,  rates  on  coal  from  mines 
on  the  short  line  have  been  made  on  combination,  the  rates 
on  short-line  coal  being  twenty  cents  higher  than  the  junction 
point  rates.  The  Louisville  &  Nashville  opposed  the  request 
of  the  complaining  company  on  the  ground  that  the  rates  from 
the  mines  on  its  main  and  branch  lines  in  the  Hazard  field, 
which  the  complaining  company  desired  to  have  applied  from 
its  mines,  are  depressed  and  not  a  proper  measure  of  a  reason- 
able rate.  The  examiner  advised  the  Commission  that  the  tes- 
timony did  not  support  the  contention  of  the  trunk  line. 

As  a  compromise,  the  Louisville  &  Nashville  proposed  to 
establish  proportional  rates  from  the  junction  point  15  cents 
less  thgn  the  rates  from  that  point.  The  examiner,  however, 
said  that  the  mines  of  the  complaining  company  and  the  inter- 
veners,  who  also  have  mines  within  the  area  embraced  between 
O.  &  K.  Junction  and  Three  Mile  are  within  the  Hazard  field 
and  should  be  given  group  rates;  also  that  the  service  that  would 
be  performed  on  coal  from  mines  on  the  short  line  would  be 
less  than  the  service  rendered  by  it  from  mines  on  its  own 
branch  and  spur  lines  in  that  district,  hence  his  recommenda- 
tion that  the  group  rates  be  extended  to  the  area  between  the 
two  stations  on  the  short  line  mentioned. 


COTTON,  TEXAS  TO  FALL  RIVER 

In  the  opinion  of  Examiner  F.  E.  Early,  expressed  in  a 
tentative  report  on  No.  12371,  Theo.  Marcus  &  Co.  vs.  Director- 
General,  as  agent,  illegal  rates  were  charged  on  cotton,  from 
Texas  points  to  Fall  River,  Mass.,  in  November  and  December, 
1918.  His  opinion  is  that  the  rates  on  carloads  and  less  than 
carloads  of  cotton  from  Texas  points  to  Watuppa,  Mass.,  in 
May  and  June,  1919,  were  unreasonable.  Therefore  he  has  rec- 
ommended holdings  to  that  effect;  also  that  refunds  and  rep- 
aration be  made. 

The  shipments  in  question  moved,  either  via  Galveston  or 
New  Orleans,  oh  through  bills  of  lading  over  federally  con- 
trolled roads  and  from  the  ports  in  ships  of  the  Mallory  Line 
or  the  Southern  Pacific  (Morgan  Line),  to  New  York,  and  thence 
by  the  Fall  River  Line  of  the  New  England  Steamship  Com- 
pany. Charges  were  prepaid,  but  undercharge  bills  were  pre- 
sented and  paid.  The  prepaid  combinations  were  $1.245  and 
$1.25  from  Dallas;  $1.25  from  Sinton,  and  $1.255  from  Cuero, 
Tex.,  to  Fall  River  and  $1.315  to  Watuppa. 

Examiner  Early  said  the  Commission  should  find  the  charges 
illegal  to  the  extent  that  they  exceeded  $1.18  from  Dallas  and 
$1.15  from  Cuero  to  Fall  River,  and  that  the  rate  to  Watuppa 


RATES  ON  BRICK  AND  TILE 

Attorney-Examiner  M.  A.  Pattison,  in  a  proposed  report  on 
No.  11672,  Mason  City  Brick  &  Tile  Co.  vs.  A.  T.  &  S.  F.  et  al., 
a  complaint  attacking  rates  on  brick,  hollow  building  tile, 
and  drain  tile,  from  Mason  City  to  destinations  in  Iowa, 
Nebraska,  South  Dakota,  North  Dakota,  Minnesota,  and  Wis- 
consin, and  the  relationship  between  the  rates  from  Mason 
City  and  from  competing  producing  points  in  Iowa  and  other 
states,  said  the  record  afforded  no  basis  for  a  general  readjust- 
ment of  rates  on  brick  and  similar  articles  throughout  that 
territory.  He  recommended  a  holding  that  rates  on  brick  and 
hollow  building  tile  from  Mason  City  to  destinations  in  Nebraska 
such  as  Lincoln,  Grand  Island,  Central  City,  Beatrice,  Hastings, 
and  Holdredge  are  unreasonable  and  unduly  prejudicial  be- 
cause and  to  the  extent  that  they  exceed  15  cents  to  Lincoln; 
20  cents  to  Grand  Island  and  Hastings;  17  cents  to  Beatrice; 
18  cents  to  Central  City;  and  23  cents  to  Holdredge,  with  rates 
to  about  a  dozen  other  points  in  Nebraska  in  accord  with  the 
rates  named. 

Pattison  also  recommended  a  distance  scale  for  applica- 
tion to  short  hauls  from  Mason  City  into  Minnesota  on  brick 
and  hollow  tile  beginning  with  6  cents  for  distances  over  1.0 
and  not  exceeding  20  miles,  graded  in  half  cent  advances  for 
each  ten  mile  block  up  to  100  miles,  at  which  distance  the  rate 
is  to  be  9.5  cents. 

Another  proposed  holding  is  that  rates  to  destinations  in 
South  Dakota  are  unduly  prejudicial  against  Mason  City  and 
unduly  preferential  to  shippers  of  similar  commodities  at  Zum- 
brota  to  the  extent  that  to  Sioux  Falls,  Madison,  Mitchell,  and 
Chamberlin  they  are  less  than  one  cent  per  100  pounds  lower 
than  from  Mason  City,  and  to  Britton,  Aberdeen,  Ipswich,  Water- 
town  and  Redfield  are  more  than  one  cent  per  100  pounds  in 
excess  of  those  from  Zumbrota  to  the  same  destinations. 

The  examiner  said  the  record  was  unsatisfactory  as  to  the 
propriety  of  the  relationship  now  existing  between  rates  on 
brick  and  building  tile  on  the  one  hand  and  drain  tile  on  the 
other.  Therefore,  he  confined  his  report  to  brick  and  building 
•tile. 

Approval  of  the  report  would  result  in  the  carriers  being 
left  free  to  reduce  rates  from  Mason  City  or  to  raise  some  of 
the  intrastate  rates  in  Nebraska  and  South  Dakota. 

Pattison  said  the  complainant,  at  the  hearing,  did  not  under- 
take to  prove  that  it  had  borne  any  of  the  charges  under  the 
rates  proposed  to  be  held  as  unreasonable,  nor  any  damage  re- 
sulting from  the  undue  prejudice  and  that,  therefore,  reparation 
should  be  denied. 


RATES  ON  GROUND  CLAY 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  12605,  Refinite  Company  vs.  C.  B.  &  Q.  et  al.,  on  a  hold- 
ing that  the  rates  charged  on  four  carloads  of  ground  clay 
moved  between  •  June  2,  1919,  and  March  19,  1920,  from  Ard- 
more,  S.  D.,  to  Omaha  and  Kansas  City,  had  not  been  shown 
to  be  unreasonable.  The  complainant  called  the  commodity 
shipped  ground  clay.  Smith  said  that  that  description  was  not 
adequate  because  the  ground  and  burned  clay  had  been  burned 
into  little  grains  or  small  cylindrical  pieces,  about  three  six- 
teenths of  an  inch  in  length  and  one-third  that  measurement 
in  diameter.  The  clay,  after  being  ground  and  burned  so  that 
the  articles  look  like  shaped  pieces  of  ordinary  brick,  he  said,  was 
worth  about  $72  a  ton  and  was  used  in  water-purifying  ma- 
chines. The  carriers  contended  that  it  was  a  water-softening 
compound.  Smith  said  that  perhaps  it  was  not  a  compound 
but  it  was  not  clay.  He  said  it  was  a  special  clay  found  only 
around  Ardmore,  and  subjected  to  special  treatment.  In  May, 
3921,  the  carriers  established  a  rate  for  filtering  clay  which 
is  satisfactory  to  the  complainant.  The  complainant  sought 
reparation  to  the  basis  of  the  subsequently  established  rates. 

RATES  ON  LIME  ROCK 

A  finding  of  unreasonableness,  of  the  imposition  of  over- 
charges, and  an  award  of  reparation  have  been  recommended 
by  Examiner  E.  L.  Beach,  in  a  report  on  No.  12619,  Amalga- 
mated Sugar  Company  vs.  Director-General,  as  agent,  et  al.,  as 
to  rates  and  charges  on  shipments  of  lime  rock  from  Flux, 
Utah,  to  Burley,  Paul  and  McMillan,  Idaho,  between  August  26 
and  October  20,  1918.  Beach  found  that  the  legally  applicable 
combinations  were  $3.50  per  ton  to  Burley  and  Paul  and  $3.80 
to  McMillan.  Much  higher  combinations  were  charged,  so 
Beach  said  there  were  overcharges  which  should  be  refunded. 
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On  October  20,  1918,  on  one  day's  notice,  the  Director-General 
pin  into  operation  a  rate  of  $2.20  a  ton  and  to  that  basis  the 
ri.!M[iI:iinant  asked  reparation.  Beach  said  the  rates  were  un- 
reasonable to  the  extent  that  they  exceeded  $2.75  a  ton.  He 
said  the  company,  in  effect,  asked  for  the  retroactive  applica- 
tion of  the  $2.20  rate.  The  rate  he  has  recommended  as  rea- 
sonable for  transportation  in  1918  is  the  rate  of  $2.20  a  ton 
inllaled  by  25  per  cent,  the  amount  of  the  advance  allowed 
by  the  Commission  in  Ex  Parte  No.  74.  He  recommended  rep- 
aration to  that  basis,  amounting  to  $7,402. 


RATE    ON    AMMUNITION 

A  holding  that  would  require  the  Great  Lakes  Transit 
Corporation  to  remove  an  undue  prejudice  has  been  recom- 
mended by  Examiner  John  A.  McQuillan  in  a  report  on  No. 
12593,  Peters  Cartridge  Company  v.  Pennsylvania  et  al.  The 
undue  prejudice  consists,  according  to  the  examiner,  in  the  fact 
that  the  transit  corporation  is'  a  party  to  a  joint  rate  of  49  cents 
on  small  arms  ammunition  from  Bridgeport  and  New  Haven, 
Conn.,  to  Duluth  via  Buffalo  and  a  party  to  a  joint  rate  from 
Kings  Mills,  near  Cincinnati,  to  Duluth  via  Cleveland,  of  79 
cents. 

The  complainant  suggested  that  the  Pennsylvania  was  caus- 
ing the  undue  prejudice  because,  assuming  that  it  absolutely 
controls  the  Panhandle,  the  Pennsylvania  makes  the  rail  parts 
of  the  rates  from  King's  Mills  to  Cleveland  and  Buffalo.  The 
examiner  pointed  out  that,  even  if  it  be  assumed,  that  the  Penn- 
sylvania could  control  the  rate  policy  of  the  Panhandle,  the 
Pennsylvania  could  not  in  and  of  itself  remove  the  prejudice. 
Therefore,  he  said,  it  would  be  futile  to  make  such  an  order. 
Withdrawal  of  the  Pennsylvania  from  the  traffic,  he  said,  would 
not  change  the  situation,  because  the  other  eastern  trunk  lines 
would  continue  to  haul  to  Buffalo  at  the  low  rates.  He  also 
pointed  out  that  the  Panhandle  and  Pennsylvania  had  not  been 
hauling  much  if  any  small  arms  ammunition  from  Kings  Mills 
since  1916. 

After  pointing  out  the  inability  of  the  Pennsylvania  to  con- 
trol the  situation,  the  examiner  said  that  the  Great  Lakes  Tran- 
sit corporation,  however,  could  control  the  situation  by  refusing 
to  participate  in  the  unduly  preferential  rate  via  the  Buffalo 
route;  that  it  is  the  only  carrier  serving  Duluth  from  both  Buf- 
falo and  Cleveland,  and  that  it  is  the  only  one  which,  by  itself, 
could  cure  the  undue  prejudice.  The  Great  Lakes  Transit  Cor- 
poration, the  examiner  said,  did  not  defend  the  full  measure  of 
the  through  rate  from  the  New  England  points  of  origin,  confin- 
ing its  justification  to  its  own  factor  and  to  the  seeking,  for  the 
future,  of  joint  proportional  rail-and-lake  rates  through  Cleve- 
land from  Central  Freight  Association  territory.  The  rail  car- 
riers all  said  the  rates  on  small  arms  ammunition  from  Bridge- 
port and  New  Haven  were  lower  than'  reasonable  maximum 
rates.  They  said  the  rail-and-lake  rates  from  New  York  to  Duluth 
were  made  in  relation  to  the  lake-and-rail  rates  from  New  York 
to  Chicago,  which,  in  turn,  were  depressed  by  the  competition 
through  Norfolk,  set  in  action  by  the  lines  serving  the  Virginia 
ports  and  reaching  Chicago  through  the  southern  part  of  Official 
Classification  territory.  They  said  a  rate  of  49  cents  per  100 
pounds  on  small  arms  ammunition,  worth  on  an  average  of  $35 
per  100  pounds,  was  ridiculous. 


CARLOAD  MINIMA  ON  SHEEP,  ETC. 

A  proposal  that  the  Commission  restore  the  old  minimum 
of  18,000  pounds  on  sheep,  lambs,  kids  and  goats  in  Official 
Classification  territory,  as  it  was  until  December  30,  1919,  and 
make  reparation  to  the  complainants,  but  not  to  the  interveners, 
has  been  made  by  Examiner  Bronson  Jewell,  in  a  report  on  No. 
11700,  National  Live  Stock  Exchange  vs.  Ann  Arbor,  et  al.  An- 
other recommendation  made  by  him  is  that  the  Commission  hold 
that  the  rule  with  regard  to  mixed  carloads  of  live  stock  has 
not  been  shown  to  be  unreasonable.  The  rule  provides  that  in 
mixed  carloads  the  charges  shall  be  based  on  the  highest  rate 
and  highest  minimum  of  any  stock  in  straight  carloads. 

Restoration  of  the  old  minimum  of  18,000  in  the  standard 
car,  however,  is  not  the  full  recommendation.  He  advised  the 
Commission  to  substitute  for  the  22,000  pound  minimum  put 
into  operation  by  the  Director-General,  on  December  30,  1919, 
minima  varying  with  the  size  of  the  cars.  The  18,000  is  to 
apply,  if  Jewell's  recommendation  is  adopted,  only  on  loads  in 
the  standard  car  not  exceeding  36  feet  and  7  inches  in  length. 
For  cars  not  more  than  40  feet  long  the  minimum  is  to  be  19,000 
pounds;  and  for  longer  cars,  20,000  pounds. 

Reparation  to  the  basis  indicated  is  to  be  made  to  Armour 
&  Company  and  New  York  Butchers'  Dressed  Meat  Company, 
complainants  in  No.  11900,  Armour  &  Co.  vs.  Director-General, 
et  al.,  and  No.  11699,  National  Live  Stock  Exchange  vs.  A.  T. 
&  S.  F.  et  al.  It  is  to  be  denied  to  Swift  &  Company  and  the 
New  England  Dressed  Meat  and  Wool  Company,  interveners  in 
No.  11900,  because,  as  the  examiner  said,  they  had  hot  shown 
that  they  had  paid  and  borne  the  charges  collected. 

According  to  the  examiner,  the  evidence  related  almost 
wholly  to  shipments  in  Official  Classification  territory,  because 
railroads  in  Southern  Classification  territory  state  their  rates  on 


the  per  car  basis.  The  claHslflcation,  however,  provides  the 
minimum  mentioned,  hence  the  inclusion  of  the  South  in  the 
proposed  condemnation. 

The  fight  against  the  highest  rate  and  highest  minimum 
rule  was  made  in  the  Interest  of  the  "diversified  farmers,"  in 
the  territory  bounded  by  Indiana  and  Michigan  on  the  North 
and  East  and  Texas  on  the  South.  They  ship  in  mixed  car- 
loads through  co-operative  associations,  in  com  petition  with  the 
shippers  in  straight  carloads.  The  examiner  came  to  the  con- 
clusion that  the  expense  of  handling  mixed  carloads  IB  greater 
than  that  of  taking  care  of  straight  carloads,  and  therefore  the 
rule  had  not  been  shown  to  be  unreasonable.  He  said  the  record 
did  not  establish  that  the  rule  had  placed  an  undue  burden  on 
the  shipper  of  mixed  carloads  or  that  the  unprofitable  condi- 
tion of  the  live  stock  part  of  the  diversified  farmer's  business 
was  due  in  any  noticeable  degree  to  the  rule  under  attack.  He 
said  the  cost  of  transporting  mixed  shipments  must  be  con- 
siderably higher  than  that  for  straight  carloads,  although  he 
said  definite  data  bearing  on  the  difference  in  cost  and  revenue 
as  between  the  two  kinds  of  traffic  had  not  been  introduced  in 
the  case.  He  said  it  had  been  established  that  mixed  carloads 
will  not  ordinarily  load  to  the  minimum,  but  an  issue  that  might 
be  made  on  that  fact  had  not  been  properly  made  in  this  case. 
He  added  that  undoubtedly  the  rule  causes  some  hardships  but 
that  a  method  for  arriving  at  a  carload  minimum  that  would 
be  equitable  invariably,  and  that  would  assure  adequate  revenue, 
had  not  been  put  forward  in  this  case. 


SOUTH  DAKOTA  LIVE  STOCK  RATES 

A  master  scale  of  mileage  rates  to  apply  on  ordinary  live 
stock  originating  in  South  Dakota,  east  of  a  north  and  south 
line  drawn  through  Yankton  and  Aberdeen,  to  destinations  in 
other  states  on  and  east  of  the  Missouri  River,  has  b^en  prepared 
by  Attorney-Examiner  W.  A.  Disque  in  a  proposed  report  on 
No.  12268,  Board  of  Railroad  Commissioners  of  the  state  of 
South  Dakota  vs.  Chicago  &  North  Western  et  al.  That  standard 
is  to  be  established,  differentially,  for  application  throughout 
the  state.  From  points  west  of  the  Aberdeen- Yankton  line  and 
east  of  the  Missouri  River  the  rates  are  to  be  5  per  cent  higher, 
to  Chicago,  St.  Louis,  Kansas  City,  and  St.  Joseph;  10  per  cent 
higher  to  St.  Paul  and  Des  Moines,  and  15  per  cent  higher  to 
Sioux  City  and  Omaha.  From  points  in  South  Dakota  west  of 
the  Missouri  River,  the  differentials,  Disque  said,  should  be  10 
per  cent  to  Chicago,  St.  Louis,  Kansas  City  and  St.  Joseph;  15 
per  cent  to  St.  Paul  and  Des  Moines,  and  20  per  cent  to  Sioux 
City  and  Omaha. 

Disque  said  that  properly  related  rates  should  be  established 
,to  other  points,  and  in  the  reverse  direction.  He  said,  however, 
that  carriers  should  be  permitted,  if  they  desired,  to  continue 
the  parity  of  rates  to  Omaha  and  Sioux  City.  He  also  said  that 
it  was  possible  some  readjustment  should  be  made  in  rates  and 
minimum  weights  within  and  from  neighboring  states,  but  that 
such  a  readjustment  would  require  a  broader  inquiry  than  was 
possible  in  this  formal  complaint.  He  added  that  some  instances 
of  undue  prejudice  to  points  in  states  other  than  South  Dakota 
might  exist  after  the  establishment  of  the  rates  recommended 
in  this  report,  "although  to  a  lesser  extent  than  at  present." 
He  said  there  was  real  need  for  greater  uniformity  and  con- 
sistency, but  that  the  record  was  not  sufficient  to  correct  the 
situation  outside  of  South  Dakota  in  a  wholesale  manner. 

In  connection  with  the  rates  recommended,  Disque  said  the 
minimum  on  cattle  and  calves  should  be  22,000  pounds;  hogs  in 
double-deck  cars,  27,000;  and  sheep,  double  deck,  22,000.  He 
said  that  rates  on  hogs,  single  deck,  and  horses  and  mules  should 
be  made  120  per  cent  of  the  rates  on  cattle  and  calves,  with  a 
minimum  of  17,000  pounds.  Sheep  in  single-deck  cars,  he  said, 
should  take  125  per  cent  of  the  rates  on  cattle  on  minimum  of 
12,000  pounds. 

The  object  of  the  proposed  order  is  to  take  the  live  stock 
rates  of  South  Dakota  off  the  high  plateau  on  which  they  have 
existed  for  many  years  and  especially  since  the  percentage  in- 
creases in  the  Fifteen  Per  Cent  and  Ex  Parte  74  cases. 

The  complaint  was  based  on  the  fact  that  the  rates  from 
South  Dakota  were  on  a  higher  level  than  rates  from  states  to 
the  east  and  south  thereof  to  practically  every  important  market 
of  consumption.  When  the  South  Dakota  authorities  filed  their 
complaint,  Nebraska  and  other  states,  but  particularly  Nebraska, 
intervened  to  present  an  order  for  the  removal  of  undue  preju- 
dice, which  would  leave  with  the  railroads  the  option  of  reduc- 
ing the  rates  from  South  Dakota  or  increasing  those  from  the 
adjoining  states.  In  his  report  Disque  said  it  was  understood 
that  the  complaining  Board  of  Railroad  Commissioners  had  not 
undertaken  to  make  out  a  so-called  Shreveport  case,  which  might 
have  necessitated  increases  in  the  Nebraska  intrastate  rates. 

"Complainant  perhaps  realizes  that  this  is  no  time  for  in- 
creasing live  stock  rates,"  said  Disque.  He  added  that  the  in- 
trastate rates  in  Nebraska  were  said  to  be  higher,  however,  than 
those  in  Missouri,  Iowa  and  Kansas.  Therefore,  an  order  to 
remove  an  undue  prejudice,  which  the  railroads  might  have 
executed  by  advancing  the  Nebraska  rates,  would  have  had  the 
effect  merely  of  increasing,  instead  of  reducing  the  area  of  dis- 
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satisfaction,  because  the  Nebraska  rates  would  have  then  been 
brought  up. 

In  his  report  Disque  said  the  rates  on  live  stock  from  South 
Dakota  are  not  made  on  any  uniform  or  consistent  basis.  Each 
road,  he  said,  charges  what  it  deems  proper,  meeting  special 
conditions  in  different  localities,  and  particularly  competition  by 
other  lines,  by  appropriate  adjustments. 

"Incidentally,"  said  the  report,  "the  live  stock  adjustments 
in  the  west  generally  are  very  haphazard  and  illogical.  There 
are  probably  few  sets  of  rates  that  reflect  so  many  inconsistencies 
and  discriminations.  Whatever  may  be  done  in  this  case  can  be 
nothing  more  than  piece  meal  work." 

The  master  scale  recommended  by  Disque  covers  distances 
up  to  1,200  miles,  beginning  with  a  rate  of  12.5  cents  for  dis- 
tances of  5  miles  or  less.  It  progresses  by  means  of  half-cent 
increases  for  each  5  miles  in  distance  until  17  cents  is  reached 
for  distances  of  45  miles,  but  not  more  than  50;  then  by  one- 
cent  increases  for  j.0-mile  increases  in  distance  up  to  150  miles 
at  which  the  rate  is  27  cents;  then  by  one-cent  increases  for 
15-mile  blocks  to  300  miles,  for  which  distance  the  rate  is  37 
cents;  then  by  one-cent  increases  for  25-mile  blocks  to  600  miles, 
for  which  distance  the  rate  is  49  cents;  then  by  one-cent  in- 
creases for  50-mile  blocks  to  100  miles,  for  which  the  rate  is 
59  cents.  The  increase  to  1,200  miles  is  one  cent  or  a  total  of  60 
cents. 


the  basis  of  rates  of  12  cents  prior  to  June  25,  1918,  15  cents 
between  that  date  and  August  26,  1920,  and  20.5  cents  there- 
after. 


RATES  ON   BOOTS  AND  SHOES 

Examiner  Howard  Hosmer  is  of  the  opinion,  expressed  in  a 
tentative  report  on  No.  12575,  Selz-Schwab  &  Co.  vs.  Chicago 
&  North  Western,  et  al.,  that  the  rates  on  boots  and  shoes,  in 
less  than  carloads,  from  Watertown,  Lake  Mills  and  Madison, 
Wis.,  to  Chicago,  between  February  15  and  November  25,  1920, 
have  not  been  shown  to  be  unreasonable  in  comparison  with 
rates  from  Boston  and  St.  Louis.  He  said  the  complainant 
had  not  shown  itself  to  have  been  pecuniarly  damaged  by  the 
rates  on  a  lower  basis  from  St.  Louis  and  Boston  than  from 
the  points  of  origin  in  Wisconsin,  if  they  were  unduly  preju- 
dicial. He  said  the  fact  that  rates  from  Boston  and  St.  Louis 
were  lower  than  from  the  Wisconsin  points  did  not  prove  them 
unreasonable.  He  suggested  that  they  might  have  been  too 
low.  On  November  25,  1920,  lower  commodity  rates  were  pub- 
lished from  the  Wisconsin  points.  Reparation  to  the  basis  of 
the  lower  rates  was  asked. 


EGGS,  CLINTON,  IA.,  TO  EL  PASO,  TEX. 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Howard  Hosmer,  in  a 
proposed  report  on  No.  12537,  Swift  &  Co.  vs.  Chicago,  -Bur- 
lington &  Quincy  et  al.,  as  to  the  rate  on  eggs,  carloads,  from 
Clinton,  la.,  to  El  Paso,  Tex.,  in  October  and  November,  1918. 
The  examiner  found  the  applicable  rate  to1  have  been  $1.90. 
The  rate  collected,  however,  was  $2.325.  The  overcharges  have 
been  refunded.  Hosmer  also  found  that  the  applicable  rate  was 
unreasonable  because  in  excess  of  the  intermediates.  He  rec- 
ommended a  holding  that  the  joint  rate  was  unreasonable  to 
the  extent  that  it  exceeded  $1.525  and  an  order  of  reparation 
to  that  basis. 


LIVE    STOCK    TO    SPOKANE   AND   TACOMA 

Examiner  Elmer  L.  Beach  has  recommended  the  dismissal 
of  No.  12562,  Carstens  Packing  Co.  vs.  Camas  Prairie,  Director- 
General,  et  al.,  on  a  holding  that  the  rates  on  live  stock,  from 
points  in  Montana,  Utah,  Idaho,  California,  Oregon  and  Wash- 
ington to  Spokane  and  Tacoma  have  not  been  shown  to  be  un- 
reasonable. Prior  to  December  31,  1919,  rates  were  stated  and 
published  in  amounts  per  car  without  regard  to  the  weight  of 
the  lading.  On  that  day  the  rates  were  stated  in  cents  per  100 
pounds,  with  minima  for  the  different  kinds  of  live  stock  and 
the  varying  sizes  of  cars. 


RATES   ON   AUTOMOBILE   JACKS 

A  recommendation  of  dismissal  has  been  made  by  Examiner 
Paul  O.  Carter,  in  a  report  on  No.  12395,  Chevrolet  Motor  Com- 
pany of  California  vs.  Director-General,  as  agent  et  al.,  on  a 
holding  that  third  class  rates  on  automobile  jacks,  in  less  than 
carloads,  from  Ashland,  O.,  and  Joliet,  111.,  to  Oakland,  Cal., 
since  January  1.  1918,  were  applicable  to  such  shipments,  and 
had  not  been  shown  to  be  unreasonabe  nor  unjustly  discrimi- 
natory. The  complainant  asked  the  Commission  to  order  the 
establishment  of  L.  C.  L.  commodity  rates  on  the  jacks. 


HOGS,    NASHVILLE    TO    OKLAHOMA    CITY 

Examiner  Howard  Hosmer,  in  a  tentative  report  on  No. 
12598,  Wilson  &  Co.,  Inc.,  of  Oklahoma,  vs.  Director-General,  as 
agent,  Nashville,  Chattanooga  &  St.  Louis  Railway,  et  al.,  has 
proposed  that  the  Commission  dismiss  the  complaint  on  a  hold- 
ing that  rates  on  hogs,  in  single-deck  carloads,  from  Nashville, 
Tenn.,  to  Oklahoma  City,  Okla.,  in  effect  since  June  25,  1918, 
were  not  and  are  not  unreasonable,  but  that  refund  of  out- 
standing overcharges  should  be  made. 


RATES  ON  SODA  ASH 

On  a  proposed  finding  that  rates  on  soda  ash  from  Hutchin- 
son,  Kan.,  to  Sand  Springs,  Okla.,  were  not  and  are  not  unrea- 
sonable, or  unduly  prejudicial.  Examiner  F.  E.  Early  has  rec- 
ommended dismissal  of  the  complaint  in  No.  12379,  A.  H.  Kerr 
&  Co.  et  al.  vs.  Director-Geneal,  as  agent,  Sand  Springs  Rail- 
way Co.,  et  al.  Prior  to  June  25,  1918,  a  commodity  rate  of  16 
cents  was  maintained  from  Hutchinson  to  Sand  Springs,  the 
examiner  said.  On  that  date  it  became  20  cents  and  on  August 
26,  1920,  27  cents.  Complainants  sought  reparation  down  to 


RATE   ON   CORK   WASTE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
has  been  recommended  by  Assistant  Chief  Examiner  Ulysses 
Butler,  in  a  tentative  report  on  No.  11770,  Tallulah  Cotton  Oil 
Company  vs.  Alabama  &  Vicksburg  Railway  Company  et  al., 
because  charges  on  a  carload  shipment  of  cork  waste  shipped 
March  3,  1920,  from  Beaver  Falls,  Pa.,  to  Tallulah,  La.,  were 
based  on  a  through  rate  which  exceeded  a  combination  of  the 
intermediates. 


RATES    ON    BOXBOARD 

Charges  collected  on  shipments  of  boxboard,  in  carloads, 
from  Hartford  City,  Ind.,  to  Fort  Wayne,  Ind.,  during  federal 
control,  were  not  unreasonable  or  otherwise  unlawful,  according 
to  a  tentative  report  made  by  Examiner  Howard  C.  Faul  on  No. 
12248,  Fort  Wayne  Corrugated  Paper  Company  vs.  Director- 
General,  as  agent.  Dismissal  of  the  complaint  is  recommended. 
Charges  were  collected  at  a  rate  of  9  cents,  minimum  40,000 
pounds,  while  the  complainant  alleged  that  the  charges  should 
have  been  based  on  a  rate  of  8  cents. 


RATES  ON  OYSTER  SHELLS 

An  award  of  reparation  has  been  recommended  by  Exam- 
iner Burton  Fuller,  in  a  tentative  report  on  No.  12287,  Gulf 
City  Manufacturing  Company  vs.  Director-General,  as  agent,  on 
a  proposed  finding  that  a  rate  on  oyster  shells,  in  carloads,  from 
Apalachicola,  Fla.,  to  Mobile,  Ala.,  during  January,  1919,  was  un- 
reasonable. Charges  were  collected  at  the  applicable  combination 
rate  of  $6.50  per  net  ton,  composed  of  the  class  P  rate  of  $15  per 
car  of  30,000  pounds,  excess  in  proportion,  to  River  Junction, 
Fla.,  plus  the  proportional  sixth  class  rate  of  27.5  cents  per 
100  pounds  beyond.  The  examiner  recommended  that  the  Com- 
mission find  that  the  rate  applicable  on  the  shipments  was 
unreasonable  to  the  extent  that  the  component  from  River 
Junction  to  Mobile  exceeded  $1.70  per  net  ton. 


SCRAP  IRON,  SILVIS,  ILL.,  TO  MOLINE,  ILL. 
Dismissal  of  the  complaint  has  been  recommended  by  Ex- 
aminer Richard  T.  Eddy  in  a  tentative  report  on  No.  12526, 
Standard  Rail  &  Steel  Co.  vs.  Chicago,  Rock  Island  &  Pacific, 
Director-General,  as  agent,  on  a  finding  that  a  rate  of  6.5  cents 
per  100  pounds  charged  for  the  transportation  of  three  carloads 
of  scrap  iron  from  Silvis,  111.,  to  Moline,  111.,  in  June,  1919,  was 
not  unreasonable. 


MIXED   CARLOAD    RATES 

In  a  report  on  No.  12149,  Armour  &  Co.  vs.  Erie  and  the 
Director-General,  as  agent,  Examiner  John  A.  McQuillan  has 
recommended  a  finding  of  unreasonableness  and  an  award  of 
reparation  as  to  rates  of  12.5  and  17.5  cents  per  100  pounds 
prior  and  subsequent  to  August  26,  1920,  on  mixed  carloads 
of  meat,  packing-house  products  and  canned  milk,  from  the  com- 
plainant's plant  in  Jersey  City  to  the  docks  of  the  Erie  at  Wee- 
hawken,  for  export.  He  said  the  Commission  should  find  the 
charges  unreasonable,  because  and  to  the  extent  that  they  ex- 
ceeded $12.50  a  car  prior  to  and  $17.50  a  car  subsequent  to 
August  26,  and  that  reparation  should  be  awarded  to  those  bases. 


RATES  ON  TABLE  OILCLOTH 

A  holding  that  rates  on  table  oilcloth  were  unreasonable 
because  and  to  the  extent  that  they  exceeded  those  on  floor 
oilcloth  has  been  made  by  Examiner  Leo  J.  Flynn,  in  a  report 
on  No.  12424,  Love-Warren-Monroe  Co.  vs.  C.  M.  &  St.  P.  et  al. 
He  also  recommended  reparation.  The  shipments  in  question  were 
made  between  May  29,  1919,  and  January  26,  1921,  from  Peekskill, 
N.  Y.,  and  Rock  Island  to  Tacoma.  The  complainant  questioned 
the  sufficiency  of  the  answer  to  the  complaint  made  by  the 
Director-General,  on  the  ground  that  it  did  not  disclose  the 
defense  that  might  be  expected.  The  examiner  said  that,  in  sub- 
stance, the  answer  was  a  general  denial,  and  that,  under  the 
rules  of  the  Commission,  such  general  denial  is  sufficient. 

DISTRIBUTION  OF  GRAIN   CARS 

Examiner  J.  Edgar  Smith  has  advised  the  dismissal  of  No. 
12662,  Farmers'.  Grain  Company  vs.  C.  R.  I.  &  P.  The  complaint 
alleged  that  the  Rock  Island,  in  August  and  September,  1920, 
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had  violated  the  law  by  unjustly  discriminating  against  it  in  the 
distribution  of  cars  at  Prairie  Home,  Neb.,  in  the  period  of  car 
shortage,  to  its  damage  in  the  sum  of  $2,300.  Smith  said  the 
Rock  Island  placed  cars  in  the  exact  ratio  of  grain  offered  for 
shipment  in  elevators  and  immediately  available  for  loading. 
The  complainant  contended  that  the  amount  of  grain  in  the 
country  adjacent  to  Its  elevator  had  not  been  considered.  Smith 
said  the  test  was  the  amount  of  grain  in  the  elevators  and 
immediately  ready  for  loading  into  the  cars. 
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RATES   ON    GROUND   WORMSEED 

An  order  of  dismissal  has  been  recommended  by  Examiner 
J.  Edgar  Smith  in  a  report  on  No.  12572,  Standard  Chemical 
Manufacturing  Co.  vs.  Chicago  &  North  Western  et  al.,  on  the 
ground  that  the  first  class  rating  and  rates  on  less-than-carload 
shipments  on  ground  wormseed  from  Chicago  and  from  South 
Elgin,  111.,  to  Omaha,  prior  to  April  1,  were  not  unreasonable. 
The  inspectors  changed  the  rating  of  third  to  first  on  a  holding 
the  ground  seeds  were  crude  drugs,  while  the  skipper  contended 
that  the  commodity  was  a  seed,  nevertheless.  The  ground  worm- 
seed  is  used  in  hog  condition  powders.  In  large  doses  it  is  a 
violent  poison. 


LESS  RAILROAD  REGULATION 

Less  government  regulation  of  the  railroads  was  advocated 
by  George  H.  Gushing,  managing  director  of  the  American  Whole- 
sale Coal  Association,  in  an  address  before  the  Detroit  Associa- 
tion of  Credit  Men,  October  25.  He  said  in  part: 

"If  we  cannot  reduce  the  cost  of  government  and  if  the 
present  business  cannot  support  that  cost,  we  must  have  more 
business.  We  must  create  new  wealth. 

"The  mere  creation  of  wealth  at  the  point  of  production  is 
of  no  value.  We  must  match  our  growth  of  business  with  our 
expansion  of  transportation  facilities. 

"We  had  (in  1920)  so  few  railroads  that  the  Commission 
felt  constrained  to  whittle  the  business  of  the  country  down 
to  the  size  of  the  carriers.  And  yet,  yhen  it  was  proposed  to 
create  new  carriers,  the  Commission  practically  forbade  it  on 
the  theory  that  'we  want  no  unnecessary  carriers  in  America.' 

"What  are  we  doing  to  get  the  transportation  facilities  neces- 
sary to  handle  the  larger  volume  of  business  which  must  be 
done  if  business  is  to  be  able  to  pay  the  cost  of  government? 
Nothing.  Instead,  we  are  throttling  the  growth  of  our  railroads. 

"The  railroads  everywhere  have  failed  to  keep  pace  with 
the  growth  of  business.  With  carriers  lagging  and  with  business 
trying  to  forge  ahead,  we  have  come  face  to  face  with  this 
problem:  The  world  wants  to  move  and  can't.  Business  wants 
to  grow  and  can't.  The  pent-up  energies  of  the  people  of  the 
world  want  to  find  expression  in  business  activity,  and  that 
is  found  impossible. 

"We  have  found  a  people  pulsing  with  a  desire  to  move. 
We  have  prevented  them  from  moving  in  business  because  our 
public  men  wanted  to  play  with  our  transportation  facilities. 
When  these  restless  men  were  deprived  of  the  normal  outlet 
for  their  energies  they  turned  their  attention  to  politics. 

"I  do  not  say  that  government  should  take  no  notice 
of  those  abuses  which  have  grown  up  in  transportation  finance 
and  industry.  I  do  not  advocate  that  government  should  aban- 
don the  people  to  the  mercy  of  those  who  hold  the  might  which 
money  gives.  That  is,  I  have  in  mind  an  entirely  different  sort 
of  control. 

"The  modern  railroad  is  a  sublimated  King's  Highway.  It 
ought  to  be  true  that  an  offense  against  the  state  or  good  public 
policy  committed  on  or  in  connection  with  this  new  King's  High- 
way would  be  considered  far  more  serious  than  the  same  offense 
in  any  other  part  of  the  realm. 

"I  believe  that  any  act  which  would  tend  to  weaken  or 
destroy  a  common  carrier  should  be  nominated  as  a  crime  against 
the  whole  people  and  the  state.  That  language. is  broad  enough 
to  embrace  all  offenses  from  robbery  of  the  transportation  com- 
pany and  stock  watering  down  to  and  including  a  conspiracy  of 
employes  to  stop  the  operation  of  trains.  Anything  which  stops 
or  tends  to  stop  the  service  of  transportation  in  a  modern  nation 
is  a  crime  against  the  whole  people.  That  crime  is  comparable 
to  treason  and  should  be  punished  as  such.  It  is  no  fit  punish- 
ishment  merely  to  discharge  the  offender  or  to  subordinate  him, 
henceforth,  to  some  government  clerk. 

"I  believe  it  is  possible  for  Congress  to  enumerate  and  define 
the  offenses  against  good  public  policy  which  can  be  committed 
on  the  railroads.  I  believe  it  is  possible  for  Congress  to  fix  a 
penalty  which  fits  the  crime.  I  do  not  exclude  from  my  list  of 
punishments  either  capital  punishment  or  confiscation  of  the 
property  involved  in  the  offense. 

"I  believe  that,  having  thus  protected  the  public  interest, 
the  government  should  not  concern  itself  with  the  details  of 
operation  or  with  the  measure  of  profit  that  may  be  made  by 
competent  or  shrewd  managers. 

"I  believe  that  if  that  change  in  our  national  attitude  can 
take  place,  we  will  have  released  the1  energy  now  devoted  to  poli- 
tics to  the  development  of  our  peaceful  pursuits." 


HARDING   AND    REDUCED   RATES 

Tht  Tragic   World   Washington  Bureau 

The  weight  of  President  Harding's  advocacy  of  reduced 
rates  aa  a  method  for  restoring  normalcy  is  generally  believed 
in  Washington  to  have  turned  the  balance  of  the  Commission's 
scales  in  favor  of  the  report  It  made  on  theWestern  grain  rate 
case.  His  views  are  also  believed  to  have  had  weight  in  the 
Western  livestock  case,  although  not  so  great  as  In  the  grain, 
case. 

This  is  not  to  say  that  it  is  believed  thai  he  shook  his  finger 
in  the  faces  of  the  Commissioners  and  told  them  they  had 
better  decide  in  favor  of  lower  rates.  He  never  has  been  known 
as  a  "strong-arm  worker"  in  politics,  and  there  is  no  evidence 
of  his  having  done  any  such  thing.  The  evidence  consists  largely 
in  the  mere  fact  that  the  Commission  has  done  about  what  it 
is  known  he  wished  done,  and  that  some  of  the  things  it  has 
done  have  even  been  announced  at  the  White  House  as  his 
doings. 

The  impression  that  it  was  the  President's  influence  that 
caused  the  scales  to  turn  toward  the  anti-railroad  side  of  the 
grain  case  grows  out  of  three  or  four  acts  of  his.  The  first  of 
them  was  his  stroll  over  to  the  Commission's  offices  when  he 
inquired  as  to  the  facts  about  rates,  and  the  steps,  if  any,  taken 
by  the  railroads  and  the  Commission  toward  bringing  them 
down.  As  to  what  he  said  when  he  went  to  the  offices  of  the 
Commission,  no  formal  statement  was  ever  put  out.  The  news- 
paper men,  however,  were  told  that  the  President  had  gone 
there  to  get  personal  information  as  to  what  had  been  done 
and  how  the  question  of  rates  was  being  handled.  The  intima- 
tions at  the  White  House  and  the  declarations  of  commissioners 
as  to  what  had  been  said  at  the  time  of  the  President's  visit 
tallied  closely. 

The  second  thing  was  the  issuance  of  a  statement  by  the 
White  House  publicity  department  telling  about  the  7.5  cent 
reduction  on  export  ex-lake  grain  and  the  adjustments  in  grain 
rates  incident  thereto.  The  narration  of  the  White  House,  while 
correct  in  detail  as  to  the  method  by  which  the  readjustments 
had  been  made,  created  the  impression  that  they  were  the 
result  of  the  White  House  advocacy  of  reduction  in  the  cost  of 
transportation,  as  if  the  President  had  been  following  up  what 
he  had  said  in  his  address  to  Congress  on  April  12,  and  had 
obtained  results. 

Those  two  things  were  done  before  the  railroad  brother- 
hoods brought  the  railroad  situation  to  a  critical  stage  by  put- 
ting out  their  strike  order.  A  few  days  before  they  did  that, 
the  President  had  arranged  to  bring  the  Commission  and  the 
members  of  the  public  group  of  the  Labor  Board  into  touch 
with  each  other.  The  public  group  members  arrived  just  in 
time  to  get  into  the  limelight  and  to  cause  the  inference  to  be 
drawn  that  at  the  conferences  held  on  their  visit  to  Washing- 
ton a  Harding  plan  for  averting  the  strike  was  worked  out. 

The  call  of  the  public  members  on  the  Commission,  under 
the  personal  guidance  of  the  President,  was  made  while  the 
Commission  was  considering  the  grain  rate  case.  In  fact,  the 
Commission  received  the  public  group  members  in  its  confer- 
ence room,  postponing  consideration  of  that  case  to  take  up 
whatever  proposals  were  made  to  it  by  the  public  group  mem- 
bers. 

Another  fact  that  has  tended  to  confirm  the  impression 
that  the  atmosphere  created  by  the  President's  advocacy  of 
lower  rates  was  the  weight  that  turned  the  Commission,  is 
that  several  times  before,  during  and  after  the  visit  of  the 
public  group  members,  Chairman  McChord  called  at  the  White 
House.  The  White  House  also  helped  create  the  impression 
that  its  influence  was  being  felt,  by  suggesting,  October  18, 
that  the  newspaper  men  watch  for  developments  in  the  matter 
of  reduced  rates.  The  White  House  seemed  to  know  in  advance 
of  its  promulgation,  about  the  report  that  it  would  be  a  rate- 
reducing  document.  Of  course,  the  White  House  was  not  alone 
in  holding  that  idea.  Those  who  remembered  the  live  stock 
report  and  had  heard  the  testimony  in  the  grain  case  were  of 
the  same  mind,  but  the  White  House  at  all  times  seemed  posi- 
tive about  its  ground  with  regard  to  that  case. 

The  beginning  of  President  Harding's  drive  for  rate  reduc- 
tions was  made  in  his  address  to  the  extraordinary  session  of 
Congress,  April  12,  when  he  said,  in  concluding  his  remarks 
about  high  transportation  charges:  "Railway  rates  and  costs 
of  operation  must  be  reduced."  How  that  was  to  be  done  was 
never  made  clear  by  him.  His  declaration  caused  discussion 
in  which  an  effort  was  made  to  find  out  just  how  he  proposed 
accomplishing  the  reduction  of  rates  and  costs  of  operation. 
They  were  unavailing,  except  that  he  said  he  was  not  in  favor 
of  general  percentage  reductions. 

Nothing  more  was  done  by  him,  although  some  of  his  cab- 
inet members  continued  talking,  until  May  31.  On  that  day  It 
became  known  that  the  White  House  view  was  that  nothing 
had  been  brought  out  by  the  Cummins  general  railroad  inquiry 
other  than  the  claim  of  the  railroad  executives  that  rates  could 
not  be  reduced  Immediately,  and  that  the  administration  was 
not  inclined  to  accept  that  view  (Traffic  World,  June  4,  p.  1201). 
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On  that  day  he  had  as  his  guests  at  lunch   Senator  Cummins 
and   Director-General  Davis. 

The  next  day,  June  1,  he  astonished  Washington  by  walking 
over  to  the  Interstate  Commerce  Commission  offices.  He  went  to 
Chairman  Clark's  office  and  asked  the  chairman  for  an  oppor- 
tunity to  meet  all  the  members  of  the  Commission.  After  his 
return  to  the  White  House  it  was  stated  unofficially  that  he 
had  called  informally  because  he  recognized  the  Commission 
as  the  rate-making  agency  of  Congress  and,  inasmuch  as  he  had 
the  right  to  communicate  directly  with  Congress,  he  wanted 
to  communicate  directly  with  the  agency.  He  made  inquiry 
regarding  the  progress  in  the  revision  of  numerous  rates  in 
which  the  horizontal  advance  put  a  burden  on  some  commodi- 
ties that,  in  the  opinion  of  the  complainants,  was  greater  than 
the  traffic  would  bear.  According  to  the  White  House  under- 
standing of  what  had  happened  he  was  gratified  to  learn  that 
the  Commission  had  been  working  on  revision  by  the  process 
of  obtaining  concerted  action  by  shippers  and  carriers.  The 
specific  matter  he  had  in  mind  was  the  possibility  of  a  modifi- 
cation of  the  fruit  rates  as  to  which  there  had  been  so  much 
complaint  from  the  west.  He  was  gratified,  White  House  offi- 
cials indicated,  to  learn  that  many  inequalities  had  been  elimi- 
nated, although  the  public  had  had  but  little  information  about 
the  elimination.  His  desire  to  be  helpful  to  the  commissioners 
wherever  possible,  it  was  said,  was  the  reason  for  his  call. 

After  the  discussion  as  to  what  the  President  meant  by 
reductions  in  rates  had  been  going  on  for  nearly  two  months, 
the  White  House  said  (Traffic  World,  June  11,  p.  1251),  that 
he  had  no  idea  that  general  percentage  reductions  should  be 
made.  His  idea  was  that  there  might  be  some  commodities 
on  which  the  increases  bore  too  heavily  and  on  which  the  rail- 
roads might  well  make  reductions. 

By  that  time  the  guarded  utterances  of  the  commissioners 
respecting  the  President's  visit  of  June  1  indicated  that  he  had 
not  said  anything  which  they  construed  as  a  request  by  him 
that  the  Commission  reduce  rates  and  that  he  was  astonished 
that  so  little  publicity  had  been  given  to  the.  rate  revisions  that 
had  been  made  by  the  time  he  called  at  the  Commission  offices. 

Another  move  by  the  White  House,  which  is  now  taken  as 
indication  of  the  President's  desire  to  have  his  influence  reach 
the  Commmission,  was  the  statement  given  out  at  the  White 
House  August  12,  in  which  it  was  claimed  that  the  reduction 
of  7.5  cents  on  ex-lake  grain  for  export  was  one  of  the  admin- 
istration's achievements  for  the  benefit  of  agricultural  interests 
(Traffic  World,  August  20,  p.  353). 

On  October  15  President  Harding  made  public  entry  into 
the  question  of  freight  rates  and  wages  by  bringing  together 
the  members  of  the  Interstate  Commerce  Commission  and  the 
public  group  of  the  Labor  Board  (Traffic  World,  October  22,  p. 
815).  The  members  of  the  public  group  on  October  16  published 
a  statement  suggesting  that  as  a  part  of  a  plan  for  the  settle- 
ment of  the  disturbed  railroad  situation,  "the  railroads  translate 
the  wage  cut  of  last  July  into  rate  reductions  and  withdraw 
from  their  plan  for  further  wage  reductions  until  these  rate 
reductions  have  been  made." 

While  the  White  House  did  not  specifically  have  anything 
to  do  with  the  statement  of  the  Labor  Board,  practically  every 
man  with  mental  ability  strong  enough  to  add  two  and  two 
regarded  the  utterance  of  the  members  of  the  public  group  of 
the  Labor  Board  as  the  utterance  of  the  President.  He  had 
called  them  to  Washington  to  confer  with  the  commissioners 
and  in  every  way  possible  had  indicated  to  the  public  that  he 
had  committed  to  the  three  members  of  the  public  group  the 
handling  of  the  wage  part  of  the  prospective  strike  situation 
by  them.  Therefore,  when  they  put  out  a  plan  for  settlement 
which  called  for  a  translation  of  the  wage  cut  into  rate  reduc- 
tions the  public  regarded  that  as  equivalent  to  a  statement  by 
President  Harding  of  how  he  thought  the  threatened  strike 
should  be  averted. 

The  decision  In  the  western  grain  case  is  the  forerunner, 
it  is  believed,  of  a  similar  decision  on  the  complaint  of  the 
Southern  Hardwood  Traffic  Association,  arguments  on  which 
were  completed-  October  10.  It  is  part,  it  is  believed,  of 
the  translation  of  the  July  reduction  in  wages  into  freight 
rate  reductions,  mentioned  in  the  statement  of  the  public  group 
of  the  Labor  Board  the  day  its  members  arrived  in  Washington. 

In  the  printed  copy  of  the  decision  the  statement  is  made 
that  the  case  was  decided  on  October  20,  two  days  before  it  was 
given  to  the  public.  There  had  been  so  much  talk  about  the 
imminency  of  the  Commission's  decision  and  its  general  char- 
acter that  the  only  questions  left,  after  the  White  House  inti- 
mation had  been  given,  were  as  to  time  of  promulgation  and 
the  amount  of  the  cut.  Answers  to  them  were  forecast  with 
a  fair  degree  of  accuracy.  So  many  facts  indicating  the  gen- 
eral character  of  the  decision  became  known  by  October  20 
that  speculation  ran  wild.  It  spread  to  such  an  extent  that 
prophets  estimated  that  there  would  be  a  17.5  per  cent  reduction 
in  rates  on  all  heavy  loading  commodities.  The  magic  figures, 
17.5,  came  from  intimations  that  half  the  Ex  Parte  No.  74  ad- 
vance in  grain  and  grain  products  would  be  wiped  out.  Inas- 
much as  the  advance  in  the  western  group  was  35  per  cent,  the 


talk  of   a   17.5   per   cent   decrease   in   rates   was  nothing   but   a 
mathematical   calculation  consisting  of  dividing   35   by  2. 

The  impression  was  strong  among  those  watching  for 
evidences  of  prospective  cuts  in  rates  by  Commission,  that 
in  connection  with,  or  about  the  time,  it  announced  a  decision 
in  the  grain  rate  case  it  would  reopen  Ex  Parte  74.  It  is  recalled 
that  in  the  live  stock  case  the  Commission  observed  that  the 
railroads  had  not  carried  out  its  admonitions  to  restore  long 
standing  relationships,  and  those  admonitions  would  furnish 
reason  for  reopening  case,  if  one  were  desired. 


FARM  BUREAU  LIKES  GRAIN  DECISION 

"The  decision  of  the  Commission  in  the  western  grain  case 
means  a  reduction  in  transportation  costs  to  the  farmer  in  the 
grain  belt  of  approximately  $40,000,000  annually,"  said  a  state- 
ment issued,  October  24,  by  the  American  Farm  Bureau  Fed- 
eration, prepared  by  Clifford  Thome,  general  counsel.  "But 
that  is  not  the  most  significant  factor  of  the  decision." 

"By  this  act,  coupled  with  the  recent  order  on  live  stock 
rates,  the  Commission  has  broken  down  the  barriers  of  high 
freight  rates  and  has  overruled  the  contention  of  the  carriers 
that  rates  must  not  be  reduced  until  further  reductions  in  wages 
are  effected. 

"This  also  sustains  the  position  of  the  Farm  Bureau  in  its 
petition  recently  filed  with  the  Commission  as  to  the  basic  com- 
modities. We  asked  for  a  reduction  of  from  10  to  20  per  cent 
immediately,  with  subsequent  reductions  as  fast  as  reductions 
in  operating  costs  could  be  effected,  until  the  entire  increases 
of  last  year,  ranging  from  25  to  40  per  cent  in  the  various  re- 
gions, shall  be  completely  eliminated. 

"This  is  a  great  victory  for  the  principle  of  public  regula- 
tion. At  a  time  when  the  railroads  declined  to  give  any  relief, 
or  to  share  with  all  other  industries  the  declining  prices  forced 
upon  business  by  the  after-the-war  conditions,  the  federal  govern- 
ment, through  the  Commission,  tells  the  railroads  that  they  must 
share  in  this  readjustment. 

"Great  credit  is  due  to  the  state  railroad  commissions  for 
their  magnificent  help  rendered.  The  only  two  shippers'  organ- 
izations participating  in  the  trial  were  the  American  Farm  Bu- 
reau Federation  and  the  Farmers'  National  Grain  Dealers'  As- 
sociation. 

"Our  application  for  a  reduction  in  the  freight  rates  on 
basic  commodities  filed  with  the  Interstate  Commerce  Com- 
mission is  cared  for  so  far  as  the  immediate  reduction  on  grain 
and  grain  products  is  concerned,  because  grain  is  a  basic  com- 
modity. However,  our  application  asks  for  further  reductions 
just  as  rapidly  as  operating  expenses  will  warrant  the  same  in 
the  future,  until  the  entire  increases  of  last  year  have  been 
completely  eliminated. 

"The  first  issue  has  been  decided  in  our  favor  on  this  com- 
modity. The  second  issue  of  our  application  has  not  been  tried 
out  as  yet.  On  this  second  issue  rests  the  whole  transportation 
policy  of  the  Farm  Bureau.  This  case  just  closed  only  involved 
grain  and  grain  products  in  the  western  territory,  and  inci- 
dentally a  few  hauls  in  the  East,  while  our  application  covers 
the  entire  nation  and  other  basic  commodities  in  which  the 
farmer  is  interested." 


STRIKE  COMPROMISE  CONDEMNED 

The  Traffic   World   Washington  Bureau 

No  official  of  responsible  standing  would  say  anything,  for 
publication,  about  the  Labor  Board's  declaration  that,  on  ac- 
count of  press  of  other  business,  it  could  not  reach  applications 
for  wage  reductions  for  months  to  come.  Privately,  more  than 
one  shrugged  his  shoulders  with  disgust.  A  few  swore  and 
made  remarks  about,  the  quality  of  a  court  that  would  publicly 
announce  that,  because  of  a  long  docket,  it  could  not  give  relief 
to  litigants  other  than  those  involved  in  cases  already  docketed. 

Generally  speaking,  the  announcement  was  regarded  as  a 
surrender  to  the  railroad  brotherhoods  with  a  promise  that  the 
judicial  body  created  to  decide  disputes  about  wages  and  work- 
ing conditions  would  cease  to  function  for  the  very  purposes 
of  its  creation  on  the  plea  that  it  had  so  much  other  work  to 
do  it  could  not  think  of  taking  on  any  more. 

The  inclination  of  those  not  beholden  to  President  Harding 
for  office  was  to  hold  him  responsible  for  a  "compromise"  that 
consisted  of  "strong-arming"  the  railroads  by  shutting  them 
out  of  the  only  tribunal  having  jurisdiction  over  the  matters 
in  dispute. 


SEPTEMBER   RAILWAY   REVENUE 

The  Traffic   World   Washington  Bureau 

Reports  from  36  class  I  roads  on  revenues  and  expenses 
for  September  received  up  to  October  28  by  the  Commission 
show  a  net  railway  operating  income  for  those  roads  of  $14,- 
000,000,  as  against  $12,500,000  in  September  a  year  ago.  The 
revenues  dropped  from  $96,000,000  a  year  ago  to  $74,000,000  and 
expenses  from  $80,000,000  to  $56,000,000.  These  figures  cover 
25  roads  in  the  eastern  district,  four  in  southern  and  seven 
in  the  western. 
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STRIKE   CALLED   OFF 

There  will  be  no  railroad  strike.  After  eleven  hours'  de- 
liberation, the  brotherhoods  and  the  switchmen's  union  decided, 
shortly  before  midnight  of  October  27,  to  withdraw  the  strike 
orders  which  had  been  In  the  hands  of  the  general  chairmen 
of  these  organizations  In  various  localities  for  a  week  and  a 
half. 

It  was  agreed,  when  the  Joint  conference  opened,  that  the 
five  organizations  would  be  bound  by  any  decision  passed  by 
a  majority  of  the  organizations  as  such.  The  resolution  which 
declared  the  strike  off  was  adopted  in  succession  by  the  engineers 
and  the  trainmen.  It  was  then  turned  down  by  the  enginemen 
and  firemen,  following  which  the  conductors  voted  in  Its  favor, 
making  a  vote  by  the  switchmen  unnecessary. 

The  only  authority  possessed  by  the  brotherhood  heads  and 
their  executives,  as  explained  by  them  at  the  board  hearing, 
October  26,  was  one  which  enabled  them  to  call  off  the  strike 
in  the  event  of  a  satisfactory  settlement.  The  resolutions  were 
not  made  public  at  the  close  of  the  meeting,  but  expressions 
I'nim  men  who  had  been  in  attendance  indicated  that  the  "satis- 
factory settlement"  on  which  the  recall  was  based  consisted  of 
the  assurances  by  the  rail  executives  and  the  board  that  all 
moves  toward  lower  wages  and  revised  rules  would  be  made 
in  a  strictly  legal  manner,  the  assurance  by  the  board  that 
It  would  not  allow  the  railroads  to  flout  its  decisions  and — 
what  was  particularly  stressed— the  memorandum  issued  by  the 
board,  October  25,  in  which  it  said  that  any  future  request  for 
wage  reductions  would  be  placed  at  the  bottom  of  the  docket 
— another  way  of  saying  that  there  would  he  no  wage  cuts  for 
several  months,  at  least. 

The  supposition  that  this  memorandum  was  the  prime  fac- 
tor of  the  labor  men's  decision  was  strengthened  by  the  fact 
that  they  were  sufficiently  interested  in  it  to  invite  Ben  W. 
Hooper,  public  member  of  the  board,  to  their  meeting  October  27 
In  order  to  explain  its  Import.  Mr.  Hooper  was  closeted  with 
the  men  for  over  an  hour,  and  it  was  after  his  visit  that  the 
growing  sentiment  in  favor  of  calling  off  the  strike  became 
apparent.  After  his  visit  to  -the  labor  conference,  Mr.  Hooper 
issued  the  following  statement: 

"The  Railroad  Labor  Board  did  not  send  me  before  the 
brotherhoods  and  only  two  or  three  members  knew  I  was  going. 
I  went  to  talk  to  the  representatives  of  the  organizations,  as  a 
man,  a  citizen,  and  a  member  of  the  board,  with  the  hope  that 
I  might  make  myself  useful  in  averting  the  strike.  Perhaps,  I 
went  by  invitation,  certainly  by  agreement,  and  the  brother- 
hoods sent  Mr.  Whitney,  vice-president  of  the  trainmen,  to 
accompany  me  to  their  meeting  place. 

"The  immediate  occasion  of  any  appearance  before  the 
leaders  of  the  employes  was  this: 

"Day  before  yesterday,  I  submitted  to  the  Railroad  Labor 
Board  a  memorandum  bearing  indirectly  upon  the  strike  situa- 
tion which  was  adopted.  By  an  awkward  oversight  this  memo- 
randum did  not  reach  the  chief  executives  of  the  brotherhoods 
until  last  night,  and  had  not  yet  been  presented  to  the  com- 
mitteemen  and  chairmen  present  in  the  city.  This  memorandum 
was  laid  before  the  executives  of  the  carriers  on  the  day  It  was 
adopted.  I  read  this  memorandum  to  the  several  hundred 
officers  of  the  brotherhoods  this  morning,  and  in  addition, 
addressed  them  along  general  lines,  urging  every  consideration 
possible  against  the  strike. 

"Naturally,  it  was  not  within  the  proprieties  for  me  to 
commit  the  board,  or  even  myself,  to  any  given  action  on  any 
question  that  may  hereafter  come  before  the  board,  further 
than  the  course  of  procedure  set  out  in  the  memorandum  re- 
ferred to. 

"That  memorandum,  briefly  stated,  expresses  the  purpose 
of  the  board  to  complete  its  consideration  of  the  rules  and 
working  conditions  of  each  class  of  employes  before  taking  up 
the  consideration  of  any  application  affecting  the  wages  of  that- 
particular  class,  and  gives  ample  reasons  for  that  course.  These 
reasons  it  is,  perhaps,  not  necessary  to  recapitulate. 

"In  my  judgment,  that  memorandum  constitutes  the  only 
practicable  basis  for  an  honorable  adjustment  of  the  present 
strike  trouble,  and  it  works  absolutely  no  injury  to  anybody. 
It  is  well  within  the  discretion  and  power  of  the  board  to  fix 
the  order  in  which  it  will  consider  and  dispose  of  the  matters 
before  it. 

"If  this  memorandum  has  the  effect  of  removing  the  prin- 
cipal causes  of  friction  from  immediate  operation,  it  has  an 
additional  virtue. 

"My  meeting  with  the  men  was  extremely  agreeable  and 
satisfactory,  and  I  was  accorded  a  friendly  and  courteous  hear- 
ing. I  was  requested  to  remain  to  hear  expressions  of  opinion 
from  several  of  the  leaders.  What  these  expressions  were,  I 
am  not  at  liberty  to  state,  other  than  to  say  that  they  were 
conservative  and  in  good  spirit. 

"I  have  no  predictions  to  make.  The  matter  is  in  the  hands 
of  the  organizations.  I  can  only  state  that  I  am  hopeful,  but 
not  sanguine." 

At  the  beginning  of  the  afternoon  session,  W.  G.  Lee,  presi- 
dent of  the  Brotherhood  of  Railroad  Trainmen,  assumed  open 
and  active  leadership  of  the  anti-strike  movement.  The  result 


was  the  appointment  of  a  committee,  headed  by  T.  C.  Caahen, 
president  of  the  switchmen,  which  drew  up  the  peace  resolution 
at  the  evening  recess.  A  four-hour  debate  followed  and  then 
the  vote. 

Labor  leaders  refused  to  comment  on  the  resolution  other 
than  to  say  that  they  were  satisfied  and  relieved  that  they  were 
not  to  strike  at  the  present  time.  Some  saw  in  the  expression 
of  L.  E.  Sheppard,  chief  of  the  conductors,  that  it  was  impos- 
sible "to  strike  against  the  government,"  a  realization  on  the 
part  of  the  men  that  the  federal  government  was  preparing  to 
take  a  hand  in  the  situation  via  the  injunction  route.  Mr.  Lee 
was  the  only  brotherhood  head  who  spoke  freely.  He  appeared 
jubilant  and  told  a  group  of  newspaper  men  about  the  sheaves 
of  letters  he  was  receiving  from  wives  and  dependents  of  train- 
men, begging  him  to  do  all  in  his  power  to  avert  a  strike.  "I 
thank  God,"  he  exclaimed,  "that  I  will  be  able  to  answer  each 
one  of  those  letters  In  a  reassuring  way." 

Hooper  and  Walter  McMenimen,  the  latter  a  labor  member 
of  the  board,  were  the  only  men  still  in  the  board  offices  when 
the  action  of  the  unions  became  known.  The  former  said  that 
he  was  glad  all  the  hard  work  of  the  board  had  not  gone  to 
waste.  "A  strike  at  this  time  would  have  cost  the  country 
more  than  the  Civil  War,"  he  said,  "and  would  have  set  the 
country  back  on  its  way  of  progress  just  about  as  much  as 
that  conflict  did.  The  board  will  have  a  meeting,  October  28, 
but  it  will  be  a  much  different  meeting  from  the  one  we  were 
intending  to  hold." 

McMenimen  refused  to  make  any  statement  other  than  to 
say  that  he  was  pleased  and  glad  to  have  had  a  part  in  the  pro- 
ceedings. It  was  to  him  that  a  delegation  had  appealed,  early 
in  the  afternoon,  urging  a  postponement  of  the  board's  decision 
declaring  the  brotherhoods  to  be  in  violation  of  decision  No. 
147,  which  it  had  rumored  was  ready  for  issuance,  until  the 
labor  men's  conference  had  time  to  consider  the  entire  matter 
fully. 

Railroad   Strike   Hearing 

The  conference  at  which  the  strike  was  called  off  followed 
a  hearing  before  the  Labor  Board  in  Chicago,  October  26, 
called  to  ascertain  whether  the  railroad  brotherhoods  had  vio- 
lated the  board's  wage  cut  decision  (No.  147)  by  issuing  strike 
orders.  The  attitude  of  the  leaders  cited  was  so  markedly 
antagonistic  that  it  was  not  thought  that  a  finding  of  the  board 
that  they  had  broken  the  board's  order  and  the  spirit  and  letter 
of  the  transportation  act,  would  alter  the  labor  leaders'  course. 

Seven  hours  of  oratory,  debate,  and  interrogation  brought 
out  nothing  but  facts  to  substantiate  this  impression.  The 
brotherhood  leaders,  while  evasive  in  many  of  their  answers  to 
questions  put  by  board  members,  were  frank  in  saying  that 
strike  orders  already  issued  could  not  now  be  recalled — and 
they  added,  in  almost  as  many  words,  that  they  would  not  recall 
them  if  it  were  in  their  power  to  do  so. 

Although  it  was  the  general  chairmen  of  the  railroad  brother- 
hoods who  were  cited  to  appear  before  the  board,  and  although 
the  railway  executives  were  asked  to  be  present  only  incidentally, 
the  latter  far  outnumbered  the  labor  men  in  the  hall  when  the 
hearing  opened. 

A  roll-call  revealed  only  a  small  percentage  of  the  general 
chairmen  present,  which  evoked  an.  inquiry  from  the  board  as 
to  whether  anything  had  been  done  by  the  chief  executives  of 
the  brotherhoods  to  discourage  their  attendance.  President  Lee, 
of  the  trainmen,  maintained  that  he  had  asked  all  the  general 
chairmen  of  his  organization  on  the  lines  involved  to  be  present. 
The  presidents  of  the  other  four  cited  organizations,  however, 
admitted  that  they  "had  not  considered  it  necessary"  to  bring 
these  men  to  Chicago,  since  the  presidents  and  their  executive 
committees  had  been  authoriezd  to  speak  for  their  entire  or- 
ganizations, and  that  the  general  chairmen  had  been  so  advised. 
In  making  his  statement  on  the  subject,  T.  C.  Cashen,  president 
of  the  switchmen,  aroused  the  ire  of  Chairman  Barton,  who  in- 
terrupted to  inquire: 

"Did  you  take  it  upon  yourself  to  substitute  your  orders 
for  those  of  the  board  which  demanded  that  these  men  be  present 
today?" 

To  which  Cashen  replied  that  "perhaps  he  had  been  a  little 
presumptious." 

A  short  statement  of  the  issues  involved  was  read  by  Mr. 
Barton  following  the  roll-call.  He  warned  those  present  not  to 
carry  the  discussion  beyond  the  two  reasons  for  which  the  hear- 
ing had  been  called  and  defined  them  as:  "First,  has  there  been 
a  violation  of  decision  No.  147  by  the  brotherhoods  or  is  one 
threatened?  Second,  what  other  causes  exist  that  are  causing 
or  are  liable  to  cause  an  interruption  of  traffic;  that  is,  what  has 
either  side  done  or  what  is  it  going  or  threatening  to  do  that 
may  lead  to  a  stoppage  of  work  and,  particularly,  what  was  the 
nature  of  the  exchange  of  propositions  that  occurred  between 
the  executives  and  the  executives  of  the  labor  organizations  at 
a  conference  held  in  Chicago  on  October  14,  1921,  and  what  dis- 
pute resulted  therefrom  and  to  what  extent  are  said  disputes 
the  occasion  of  the  threatened  interruption?" 

The  interrogation  of  the  brotherhood  presidents  was  carried 
on  by  Ben  W.  Hooper,  public  member  of  the  board,  as  chairman 
of  the  board's  judiciary  committee.  The  questions  asked  each 
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brotherhood  leader  were  of  a  similar  nature,  but  the  answers 
varied  greatly  and  each  questioning  was  preceded  by  a  state- 
ment from  the  president  under  fire.  Among  the  questions  asked 
each  brotherhood  head  was  as  to  how  many  and  on  what  roads 
the  strike  vote  had  failed  to  carry.  The  trainmen  presented  a 
list  of  14,  the  conductors  23.  The  engineers  and  the  firemen 
and  enginemen  said  the  information  was  not  available,  but  that 
it  would  be  furnished.  Mr.  Cashen  said  the  switchmen  were 
unanimous  in  the  decision  to  strike,  to  the  extent  that  on  each 
individual  line  a  vote  in  excess  of  66%  per  cent  in  favor  of  a 
strike  was  polled. 

Mr.  Hooper  tried  and,  to  a  certain  extent,  succeeded  in 
clarifying  the  strike  issues.  All  the  brotherhood  heads  insisted 
that  the  strike  vote  was  taken  on  the  question  of  the  12  per 
cent  cut  authorized  by  decision  No.  147,  but  copies  of  the  ballot 
introduced  carried  lengthy  statements  which  included  a  recital 
of  other  grievances,  including  possible  further  wage  cuts  and 
revisions  in  overtime  rules.  The  ballot  proper  began  with  the 
declaration:  "I  have  carefully  read  the  foregoing  statement 

and " 

Cashen,  and  Carter,  of  the  firemen  and  enginemen,  insisted 
that  the  statement  had  been  placed  before  the  men  because  the 
resolution  passed  by  the  general  assembly  of  general  chairmen 
in  July,  said  that  "all  the  matters  involved  should  be  put  be- 
fore the  men." 

"Do  you  consider  that  'matters  involved'  included  things 
away  off  in  the  future — things  merely  within  the  bounds  of 
possibility?"  asked  Mr.  Hooper. 

"We  thought  that  what  was  set  forth  in  that  statement  was 
merely  a  history  of  the  things  we  had  done  for  our  members," 
said  Mr.  Carter. 

"Well,  I'll  ask  you  this,"  continued  the  board  member.  "Do 
you  think  that  it  is  fair  to  place  a  strike  ballot  before  your  men 
containing  all  sorts  of  irrelevant,  inflammatory  matter  and  then 
come  before  us  and  insist  that  the  strike  vote  was  taken  and 
passed  on  the  single  question  of  the  wage  reductions  under  de- 
cision No.  147?" 

"We  think  it  was  imminently  fair  to  place  the  whole  situa- 
tion before  the  men,"  Carter  replied.  "And  furthermore,  he 
added,  "if  I  were  asked  for  an  opinion  I'd  say  that  not  20  per 
cent  of  the  men  read  that  statement." 

"Then,"  said  Hooper,  "they  do  not  know  what  they  are 
striking  for,  do  they?" 

"I  should  say  they  do,"  said  Carter.  "And  they  know  very 
well  that  it  is  the  wage  cuts  carried  in  decision  No.  147." 

The  same  sort  of  a  'round-the-circle  argument  as  to  the  con- 
tents of  the  strike  ballots  was  carried  on  with  each  one  of  the 
brotherhood  heads.  With  some  the  board  had  less  trouble,  with 
others  more,  particularly  with  W.  S.  Stone,  grand  chief  of  the 
engineers,  who  proved  to  be  the  stormy  petrel  of  the  session. 
He  started  in  when  the  moving  picture  men  got  bothersome  and 
the  flash  lights  of  the  photographers  made  the  air  smoky  by 
entering  a  "formal  protest."  And  when  the  chairman  of  the 
board  said  that  he  was  not  in  a  position  to  eject  the  men,  Stone 
said:  "If  your  honor  will  allow  me  to  take  charge  of  them  I'll 
set  a  few  of  my  strong  arm  men  to  work  and  clear  them  all  out 
in  a  hurry." 

The  incident  is  related  as  showing  the  attitude  that  Stone 
and  his  colleagues,  with  the  possible  exception  of  Lee,  assumed 
through  the  entire  hearing.  Before  the  afternoon  session  closed, 
Chairman  Barton  asked  each  of  the  five  union  heads  four  ques- 
tions, the  last  of  which  was:  "In  case  this  board  should  declare 
the  proposed  strike  illegal  will  you  do  all  in  your  power  to  see 
that  the  board's  orders  are  carried  out?"  Not  one  of  the  five 
union  heads  answered  "yes"  to  the  question.  The  answers 
ranged  from  the  assertion  of  Cashen  that  he  had  no  power  to 
exercise,  through  various  grades  of  negatives,  including  the  re- 
fusal of  Stone  to  answer,  to  Carter's  emphatic  "No." 

Two  of  the  other  questions  were  also  answered  by  all  five 
brotherhood  chiefs  in  the  negative.  They  were: 

Suppose  you,  the  chief  executive  of  your  labor  organization,  or 
your  executive  board  were  to  issue  an  order  or  a  statement  that  a 
strike  should  not  occur,  do  you  think  that  a  strike  would  be  pre- 
vented? 

If  the  board  should  declare  that  a  strike  is  not  justified  and 
should  not  occur  and  direct  that  the  employes  should  not  strike, 
would  that  order  be  obeyed? 

Answering  the  question  as  to  who  had  authority  to  rescind 
the  strike  order,  Mr.  Carter  said  that  the  laws  of  the  Brother- 
hood of  Enginemen  and  Firemen  provided  for  a  referendum  on 
the  question  in  case  no  satisfactory  settlement  had  been  arrived 
at.  None  of  the  other  four  organizations,  It  developed,  had  any 
mechanism  for  calling  off  a  strike  except  in  the  event  of  a  satis- 
factory settlement.  The  brotherhood  heads  all  differentiated  be- 
tween "calling"  a  strike  and  "permitting"  one.  They  said  the 
men  had  voted  to  go  out  and  that  their  part  in  the  matter  was  a 
passive  one,  consisting  merely  of  withholding  a  veto  from  the 
decision  of  the  men. 

The  expression  "satisfactory  settlement"  was  bandied  about 
a  great  deal,  but  its  definition  was  not  given  until  Mr.  Carter 
had  read  into  the  record  a  fragment  of  a  resolution  passed  by 
his  executive  committee  early  in  October,  in  which  they  de- 
manded a  "restoration  of  the  wages  in  effect  on  June  30,  1921, 
with  reparation  to  the  men  of  the  difference  between  the  old 
and  the  new  rates  of  wages  paid  since  that  time." 


"Suppose  you  read  the  whole  of  the  resolution,"  said  Mr. 
Hooper. 

And  Mr.  Carter  enumerated  the  other  conditions  of  a  satis- 
factory settlement  as  contained  in  the  resolution,  which  were, 
first,  no  further  attempts  at  wage  reductions;  second,  restoration 
and  retention  of  time-and-one-half  pay  for  overtime;  and,  last, 
agreement  on  the  part  of  the  executives  to  refrain  from  any 
attempt  to  change  rules  and  working  conditions  for  a  stated 
period  of  time. 

"But,"  Carter  added,  "you  fellows  aren't  wise  to  the  game. 
When  we  sit  down  with  the  railroad  managers  it's  a  poker  game 
without  cards.  We  usually  ask  for  a  lot  more  than  we  expect 
to  get." 

Mr.  Lee,  of  the  trainmen,  was  the  only  one  of  the  labor 
leaders  who  expressed  a  desire  to  see  the  matter  cleaned  up 
without  a  strike. 

"We  seriously  question  the  jurisdiction  of  the  board  in  this 
strike.  We  were  told  when  the  transportation  act  was  passed 
that  it  did  not  forbid  strikes.  It  clearly  does  forbid  strikes  be- 
fore the  board  rules  on  a  dispute.  The  logical  conclusion  is, 
therefore,  that  we  can  strike  if  the  board's  decisions  do  not  suit 
us.  So  far  as  the  'status  quo'  you  ordered  us  to  maintain  is 
concerned,  I  hope  that  it  will  be  maintained  not  only  until  after 
this  hearing  but  permanently." 

"Would  you  sit  down  with  these  gentlemen  from  the  rail- 
roads and  confer  with  them  now  if  you  had  the  chance?"  asked 
W.  McMenimen,  labor  member  of  the  board. 

"We  gave  them  their  chance,"  said  Lee.  "It's  too  late  now." 
Stone's  stormy  hour  was  occasioned  by  his  desire  to  place 
into  the  record  a  list  of  40  roads  which  he  claimed  had  been 
violating  decisions  of  the  board  with  impunity.  This,  Chairman 
Barton  at  first  refused,  saying  that  the  hearing  had  been  called 
to  consider  violations  of  decision  No.  147  only.  After  a  hot  tilt, 
however,  Stone  was  allowed  to  proceed  with  the  reading  of  his 
list,  which  consisted  of  three  roads  already  in  the  hands  of  re- 
ceivers, two  of  which  have  removed  violations,  two  others,  the 
cases  of  which  are  still  pending,  and  33  short  lines,  the  question 
of  the  jurisdiction  over  which  is  now  before  the  board. 

It  finally  developed  that  the  only  road  that  had  proceeded  to 
revise  rules  in  an  illegal  manner  was  the  Cincinnati,  Indianap- 
olis &  Western,  on  which  overtime  rules  had  been  abrogated 
without  permission  by  the  board.  B.  A.  Worthington,  president 
of  that  line,  said  the  train  and  engine  service  men  had  simply 
refused  to  confer  and,  therefore,  he  had  been  under  the  impres- 
sion that  no  dispute  existed.  "I  stand  willing  to  refund  all  the 
money  the  men  have  lost  through  the  new  rules  if  the  board  so 
orders.  We  would  like  to  have  the  board  order  these  men  to 
confer  with  us." 

"If  you  were  told  that  your  action  displeased  the  board  and 
that  it  set  a  bad  example  to  these  men  here,  would  you  be  willing 
to  restore  the  old  rules  until  the  board  could  investigate  the  mat- 
ter?" asked  Hooper. 

"We  would  not  only  be  willing,  we  would  be  glad  to  do  so," 
answered  Mr.  Worthington. 

"Thank  you,"  said  the  board  member,  "that  spirit  is  a  splen- 
did example  of  what  we  would  like  to  meet  among  the  workers." 
Mr.  Hooper  conducted  the  examination  of  the  man  in  a 
dignified  manner,  something  which  proved  a  difficult  feat  in 
view  of  the  tendency  of  these  men  to  get  off  the  track.  "We 
want,"  shouted  Stone  at  one  stage  of  the  proceedings,  "this  board 
to  give  us  the  same  consideration  it  usually  gives  the  people 
on  the  other  side." 

"I  assure  you,  Mr.  Stone,"  replied  Hooper,  "that  your  in- 
terests are  as  much  at  our  hearts  as  those  of  the  railroad  cor- 
porations. But  neither  of  you,  in  our  opinion,  deserves  as  much 
consideration  as  the  public  at  large." 

The  executives'  stand  was  explained  in  a  short  statement 
by  T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives.  He  told,  briefly,  the  history  of  the  controversy  and 
said  that  the  proposals  laid  before  the  executives  at  their  Chi- 
cago meeting,  October  14,  were  the  same  as  those  advanced  last 
July,  and  which  were  then  refused. 

"We  intend  to  carry  out  our  duty  to  the  public  as  expressed 
in  the  resolution  passed  at  that  meeting  and  subsequently  made 
public,"  he  said. 

"Is  it  the  intention  of  any  of  the  member  roads  of  your 
association  to  make  wage  cuts  or  revise  rules  without  obtaining 
either  the  consent  of  their  employes  or  the  permission  of  this 
board?"  asked  Mr.  Hooper. 

"We  intend  in  the  future,  as  in  the  past,  to  abide  strictly  by 
the  letter  and  the  spirit  of  the  law,"  answered  Mr.  Cuyler. 

In  closing  the  hearing,  Chairman  Barton  said  the  board 
would  immediately  take  "the  matters  brought  out  under  serious 
consideration." 

"There  will  be  a  decision  soon,"  he  said,  "probably  tomorrow, 
certainly  not  later  than  the  next  day." 

Brotherhood  heads  announced  that  there  would  be  confer- 
ences of  their  chairmen  in  Chicago,  October  27.  Following  which 
Mr.  Cuyler  arose. 

"I  also  have  an  announcement  to  make  to  my  men,"  he 
said,  "and  that  is  to  go  home." 

No  Immediate  Wage  Cuts 
In  order  to  clarify  the  atmosphere  for  the  hearing  which  the 
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board  railed  for  Chicago.  October  26,  the  board,  October  26, 
called  in  a  number  of  railway  executives  who  had  already 
arrived  in  Chicago  in  anticipation  of  the  hearing,  and  requested 
HKII  moves  for  further  wage  reductions  be  withheld  for  the 
present.  In  a  statement,  Issued  after  this  conference,  the  board 
said  that  since  It  was  Its  intention  to  complete  the  work  on 
new  rules  and  working  conditions  before  taking  up  any  new 
s\.n;t>  questions,  such  requests  would  not  bear  fruit  for  some 
time  and  might  just  as  well  be  postponed  Indefinitely.  This 
statement  was  as  follows: 

The  Railroad  Labor  Board  respectfully  suggests  that  the  carrier 
corporations  file  no  requests  for  reductions  in  wages  at  this  time 
1 1..  a  use  it  is  the  intention  of  the  board  that  the  rules  and  working 
conditions  be  first  disposed  of,  and  such  a  submission  would  there- 
tore  not  be  taken  care  of  for  some  time  at  least. 

It  is  the  intention  of  the  board  that  the  submissions  of  the  car- 

:tml    employes    on    rules   and   working   conditions    be   completely 

ilis|iosed  of  as  to  any  class  of  'employes  before  a  hearing  is  had   on 

.•my  i|iii-.stion  of  wages  affecting  said  class  of  employes  on  any  carrier. 

Tln>  purpose  of  this  plan  must  not  be  misunderstood.  There  has 
been  no  intimidation.  The  board  is  not  affected  by  the  threat  of  a 
strike.  It  had  adopted  several  weeks  ago  the  policy  of  making  every- 
HiiiiK  else  secondary  to  the  consideration  of  the  controversies  over 
mil's  and  working  conditions,  but,  with  the  ordinary  number  of 
unavoidable  digressions,  and,  even  with  the  greatest  diligence, 
it  will  require  considerable  time  to  complete  the  decision  on  rules. 

It  is  the  belief  of  the  board  that  the  employes  who  are  protest- 
ing against  a  further  wage  cut  are  crossing  bridges  long  before  they 
can  possibly  get  to  them  and  that  carriers  cannot  hasten  a  wage 
reduction  by  applying  for  it  at  this  time. 

Supplementing  this  statement,  board  members  said  It  was 
not  in  their  power  legally  to  prevent  the  railroads  attempting 
to  cut  wages  at  once  if  they  so  desired.  It  was  pointed  out, 
however,  that  such  an  attempt  would  result  in  a  disagreement 
which  would  come  before  the  board  and  that  the  board  would 
then  have  the  power  to  declare  the  wage  cuts  suspended  until 
a  hearing  could  be  held  and  a  decision  rendered.  That,  as  was 
pointed  out  in  the  statement,  would  take  several  months  at  least. 

Following  the  meeting  with  the  board,  at  which  about  ten 
railway  executives  were  present,  a  general  conference  of  execu- 
tives was  held,  at  which  the  question  was  discussed  and  following 
which  several  railroad  men  said  the  situation  was  unchanged 
and  that  they  were  determined  to  carry  out  their  program  of 
asking  for  wage  reductions  as  a  precedent  to  a  general  cut  in 
freight  rates. 

The  executives  were  hazy  as  to  the  exact  reason  why  they 
were  called  to  the  hearing,  it  being  pointed  out  that  the  citation 
named  only  the  brotherhoods  as  being  in  violation  of  the  board's 
order.  At  the  board  offices  it  was  said,  however,  that  the  board's 
order  calling  the  hearing  had  specifically  stated  that  that  body 
had  assumed  jurisdiction  under  the  law  because  the  dispute  was 
one  "likely  substantially  to  interrupt  commerce."  It  was,  there- 
fore, the  board's  duty,  as  seen  by  its  members,  to  take  steps  to 
get  all  the  information  possible  and  the  railway  executives  were 
called  because  it  was  thought  they  would  be  able  to  give  much 
information  not  otherwise  obtainable. 

Frantic  efforts  were  made  by  the  brotherhood  heads,  October 
25,  to  get  the  board  to  dispense  with  the  presence  of  their  chair- 
men on  individual  lines.  In  this  effort  was  seen  the  fear  that 
the  hearing  would  last  over  Sunday,  October  30,  and  so  leave  the 
strikers  without  national  or  local  leaders.  The  only  answer  the 
board  made  to  these  appeals  was  a  wired  reiteration  of  its  order 
calling  on  all  the  chairmen  to  be  present. 

Refuse  to  Join  Brotherhoods 

On  October  22  heads  of  the  railroad  ship  workers  unions, 
which  are  affiliated  with  the  American  Federation  of  Labor, 
issued  a  statement  in  which  they  expressed  the  opinion  that 
there  was  "no  hope  for  co-operation  with  the  four  transportation 
organizations,"  and  announced  that  they  would  not  join  any  strike 
program,  at  least  until  after  the  Labor  Board  had  issued  a  deci- 
sion on  such  remaining  working  rules  as  are  intended  for  general 
application.  Following  in  the  wake  of  the  shop  crafts,  the 
Brotherhood  of  Railway  and  Steamship  Clerks,  Freight  Handlers, 
Express  and  Station  Employes,  announced  after  a  conference, 
October  23,  they,  too,  would  await  a  decision  on  rules  before 
following  the  brotherhoods  in  a  walk-out.  The  maintenance  of 
way  employes,  and  yardmasters  indicated  last  week  that  they 
would  not  join  in  a  strike  at  the  present  time.  This  brought  the 
total  of  those  organizations  which  had  declared  against  a  strike 
to  nine. 

From  Cleveland,  to  which  city  the  brotherhood  heads  re- 
paired after  their  futile  conference  with  the  Labor  Board,  Octo- 
ber 20,  came  statements,  October  23,  in  which  W.  G.  Lee,  of  the 
trainmen,  and  Warren  S.  Stone,  of  the  engineers,  asserted  that 
the  attitude  of  the  Labor  Board  because  of  Its  "failure  to  pro- 
tect the  rail  employes'  interests,"  left  the  brotherhoods  with  no 
alternative  but  that  of  the  "constitutional  right"  to  strike. 

The  trainmen  on  the  International  &  Great  Northern  left 
work  at  noon,  October  22.  Advices  from  San  Antonio,  October 
23,  stated,  however,  that  with  the  aid  of  newly  employed  non- 
union men,  the  road  had  been  able  to  keep  its  passenger  sched- 
ules up  to  normal  and  that  freight  service  was  partially  re- 
sumed after  a  day  of  interruption. 

The  number  of  railroad  unions  opposed  to  a  strike  was  In- 
creased to  10,  October  24,  when  the  Brotherhood  of  Railway 


Signalmen,  through  its  President,  D.  W.  Helt,  Issued  a  statement 
which  said:  "The  vote  now  being  taken  will  authorize  the  execu- 
tive officers  to  do  as  they  see  fit.  There  is  no  question  that  the 
officers  will  vote  not  to  go  out  at  this  time.  It  will  be  the  policy 
of  the  organization  to  perform  Its  work — no  more — no  less.  The 
signalmen  will  not  become  involved,  by  word  or  action,  in  a 
strike.  If  they  are  instructed  to  perform  work  other  than  their 
own  by  any  carrier  to  the  extent  of  becoming  involved  in  any 
stoppage  of  work,  they  are  instructed  to  refuse  to  perform  such 
work  and  take  the  matter  up  with  the  organization  officials." 

The  action  of  the  signalmen  letf  the  strike  In  the  hands 
of  the  "Big  Four"  brotherhoods  and  the  switchmen,  numbering 
approximately  400,000  men,  whereas  the  ten  organizations  that 
voted  to  remain  at  work  have,  In  round  numbers,  1,450,000 
members. 


ESCH  ASKS  SUPPORT  FOR  LABOR  BOARD 

The  Traffic   World   Wuhinglon  Bureau 

In  acknowledging  receipt  of  resolutions  adopted  by  the  ex- 
ecutive committee  of  the  Merchants'  Association  of  New  York 
relative  to  the  threatened  railroad  strike,  Commissioner  Esch 
wrote  that  as  one  of  the  authors  of  the  transportation  act  he 
naturally  felt  a  deep  interest  in  the  situation. 

"Congress  created  the  Labor  Board  as  a  disinterested  body 
to  adjust  differences  between  railroad  employes  and  the  car- 
riers," said  he.  "The  findings  of  the  board  should  be  obeyed 
by  both  parties.  I  understand  that  it  is  the  purpose  of  the 
Administration  to  see  that  this  is  done." 

The  resolutions  pledged  the  association  to  support  the  es- 
tablished agencies  of  law  and  order  in  preventing  interference 
with  the  movement  of  commerce. 


WAGE  AND  RATE  INCREASES  COMPARED 

A  compilation  has  been  prepared  by  the  Bureau  of  Railway 
Economics  to  show  the  relative  increases  in  the  railroad  pay- 
rolls since  1915,  and  the  increases  of  freight  rates  received  by 
the  railroads  in  the  same  period. 

Since  1915  there  have  been  four  general  increases  in  freight 
rates,  said  the  compilation,  which  averaged  as  follows: 


3.7  per  cent  on  June    27,  1917 

2      per  cent  on  March  15,  1918 

52      per  cent  on  June    25,  1918 

34      per  cent  on  Sept.       1,  1920 


A  total  of  78  per  cent  in  1921  over  1915.  According  to  the 
bureau  the  average  annual  compensation  of  all  classes  of  rail- 
road employes  has  been  increased  as  follows: 

1916 —  7  per  cent  over  1915 
1917—13  per  cent  over  1916 
1918 — 41  per  cent  over  1917 
1919 —  5  per  cent  over  1918 
1920—22  per  cent  over  1919 

A  total  increase  of  119  per  cent  for  1920  over  1915:  The 
average  for  the  calendar  year  of  1920  includes  only  eight  months' 
service  under  the  increased  rate  of  pay  established  by  the  United 
States  Railroad  Labor  Board  in  July  retroactive  to  May.  "Had 
these  increased  rates  of  pay  been  in  effect  throughout  the  entire 
year,  the  average  annual  compensation  would  have  been  in- 
creased 132  per  cent  over  1915,"  said  the  report. 

"While  freight  rates  increased  by  the  percentage  stated  (78 
per  cent)  and  wages  were  increased  119  per  cent,  the  freight 
rate  increase  is  a  theoretical  one,  while  the  wage  increase  per- 
centage is  actual.  Between  1915  and  1920  the  average  annual 
compensation  per  employe  increased  from  $830  to  $1,820,  or  119 
per  cent. 

"On  the  other  hand,  with  rates  theoretically  78  per  cent 
higher  in  1920  than  in  1915,  the  average  receipts  of  the  railroads 
per  ton  mile  increased  only  from  .72  cents  in  1915  to  1.052  cents 
in  1920,  or  only  46  per  cent." 


CONDEMNS  LABOR  BOARD  ACTION 

The  Traffic   World   Washington  Bureau 

A  charge  that  the  Railroad  Labor  Board  advanced  railroad 
wages  in  July,  1920,  for  "political  purposes,"  was  made  by  Rep- 
resentative Tincher,  of  Kansas,  in  a  speech  in  the  House  on  the 
subject  of  freight  rates.  After  commending  President  Harding 
for  the  stand  he  has  taken  toward  the  proposed  strike,  Mr. 
Tincher  said: 

"It  will  be  remembered  that  the  long  session  of  the  sixty- 
sixth  Congress  adjourned  about  the  5th  of  June,  1920,  and  it  is 
'still  fresh  in  the  memories  of  most  of  us  that  at  that  time  the 
reflation  policy  was  on,  and  that  farm  products  were  on  the 
downward  grade,  and  that  the  so-called  deflation  as  a  policy  of 
the  then  Secretary  of  the  Treasury,  Mr.  Houston,  was  a  fact. 
Still,  in  the  face  of  that,  on  July  20,  1920,  came  the  Labor 
Board's  decision,  granting  not  only  an  increase  of  wages,  but 
dating  that  increase  back,  making  it  retroactive.  Every  good- 
thinking  man  knew  when  he  read  of  that  action  on  the  part  of 
the  Labor  Board  that  it  was  absolutely  improper,  and  that  those 
two  agencies  of  our  government,  namely,  the  Secretary  of  the 
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Treasury  and  the  Labor  Board,  were  working  at  cross-purposes. 
Most  members  of  Congress  were  at  home.  I  live  in  a  little  town 
that  has  a  railroad  division.  Times  were  hard  there.  In  fact, 
the  railroad  employes  of  that  town  were  the  best  paid  labor  in 
the  town  before  the  raise.  They  had  more  ready  cash  than  any 
other  labor,  and  they  would  be  affected  less  by  the  deflation 
that  was  then  a  part  of  Mr.  Houston's  program  than  any  other 
class  of  men. 

"I  said  then,  and  I  still  claim,  that  that  order  made  the  20th 
of  July,  1920,  was  made  for  political  purposes,  that  it  was  an 
order  that  was  striking  at  the  very  foundation  of  our  govern- 
ment. Prior  to  the  presidential  election  of  1916,  we  had  had 
the  notorious,  and  now  considered  infamous,  Adamson  Act;  and 
then,  on  the  eve  of  the  election  of  1920,  we  had  this  order,  which 
every  good  thinking  man  knew  could  only  bring  trouble  for  our 
government,  and  which,  apparently,  did  not  even  have  the  de- 
sired effect  of  bringing  votes  to  the  Democratic  party. 

"Any  man  who  has  had  any  experience  with  labor  at  all 
knows  that  to  raise  an  efficient  man's  wages  for  the  performance 
of  a  given  work  is  easy,  but  to  lower  that  same  efficient  man's 
wages  for  performing  that  same  line  of  work,  even  though  the 
lowering  of  the  wages  may  be  necessary  by  the  conditions  and 
the  times,  is  one  of  the  hardest  things  in  the  world  to  do,  and 
have  any  good  feeling  between  employer  and  employe.  When 
we  stop  to  look  back  upon  the  wage  raise  of  July,  1920,  and  the 
simultaneous  raise  in  freight  rates,  not  only  to  cover  the  wage 
increase,  but  still  beyond  that,  we  wonder  how  anyone  can 
justify  it,  and  the  result  of  that  act  was  just  as  apparent  to 
every  good  thinking  man  on  that  day  as  it  is  today. 

"Personally  I  have  never  favored  the  Labor  Board.  I  have 
never  believed  that  it  was  a  practical  matter  of  business  to  have 
one  board  fixing  wages  and  another  board  fixing  rates.  Surely, 
that  objection  is  apparent  now,  as  undoubtedly  if  the  Interstate 
Commerce  Commission  had  had  the  power  to  fix  wages  as  well 
as  rates  it  would  not  have  had  the  nerve  to  have  decreased  the 
wages  and  still  permitted  rates  that  are  improper  and  unjust, 
and  that  are  destroying  the  business  and  commerce  of  this  coun- 
try, destroying  the  production  of  the  country,  to  have  remained. 
"I  do  not  propose  in  this  matter  to  follow  Mr.  Blanton,  nor 
do  I  propose  to  follow  Mr.  Burke.  They  each  represent  a  radical 
view.  I  believe  from  the  President's  expression,  as  reported  by 
the  press,  that  I  will  be  able  to  follow  him;  and  if  I  am  any 
judge  of  the  sentiment  of  this  Congress,  the  railroad  men  and 
the  railroad  owners  can  be  sure  of  two  things — first,  there  will 
be  no  more  Adamson  acts,  or  anything  akin  to  them;  second, 
freight  rates  are  going  to  come  down  so  that  the  commerce  of 
this  country  can  be  carried  on.  Freight  rates  are  going  to  be 
equalized;  the  people  of  the  producing  middle  section  of  this 
country  are  tired  of  paying  rates  that  are  enabling  the  railroads 
paralleling  waterways  to  destroy  legitimate  traffic  on  these 
waterways.  There  has  been  an  awakening;  the  Interstate  Com- 
merce Commission  should  see  it.  People  are  beginning  to  real- 
ize that  they  are  following  in  the  footsteps  of  the  railroads  and 
permitting  these  gross  inequalities  in  rates.  We  have  had  an 
idea  in  Kansas,  and  have  been  putting  it  into  law,  that  the 
masses  have  had  an  interest  in  such  controversies. 

"In  my  judgment  there  will  be  no  railroad  strike.  The  men 
have  voted,  as  I  understand  it,  to  put  the  power  to  strike  in  the 
hands  of  their  leaders.  I  think  the  men  have  taken  a  desperate 
chance.  A  strike  on  the  part  of  the  brotherhoods,  tying  up  the 
commerce  of  this  country  at  this  time,  would  arouse  no  sym- 
pathy upon  the  part  of  the  public.  The  men  know  that,  and 
I  believe  these  leaders  do.  This  Congress  will  not  be  held  up 
by  either  the  operators  or  organized  labor.  The  hundred  million 
citizens  interested  though  not  connected  with  transportation 
have  rights,  and  those  rights  will  be  considered  by  the  present 
administration. 

"I  am  not  on  the  Interstate  and  Foreign  Commerce  Com- 
mittee. We  have  able  representatives  of  the  people  on  that 
committee.  I  do  not  like  to  suggest  to  a  committee  whose  duty 
it  is  to  originate  these  matters  what  they  should  do.  I  will 
say,  however,  .that  I  believe  that  if  this  committee  would  decide 
tomorrow  that  an  anti-strike  law  was  necessary  or  proper,  the 
Congress  would  pass  it.  The  American  people  will  not  tolerate 
the  present  freight  rates,  but  the  American  people  will  proceed 
in  an  orderly,  legal,  and  fair  manner,  within  the  law,  and  depend 
upon  their  government  for  this  adjustment.  The  American 
people  will  not  tolerate  the  proposed  strike.  They  will  proceed, 
however,  within  the  law,  and  depend  upon  the  government.  Any 
organization  that  defies  the  government  at  this  time,  defies  law, 
will  simply  be  courting  its  own  downfall.  A  hundred  million 
people  in  the  United  States  are  struggling  now  to  get  along  on 
a  pre-war  basis  in  their  business.  The  railroad  owners  and  or- 
ganized labor  should  take  this  fact  into  consideration,  and  if 
they  refuse  to  do  so  we,  the  representatives  of  that  hundred 
million  people,  must  do  so." 


MISSOURIANS  ASK  AID  FOR  ROADS 

"Shipper  and  carrier  agree  that  present  freight  rates  should 
be  materially  lowered,"  said  a  resolution  passed  by  the  board  of 
directors  of  the  Associated  Industries  of  Missouri,  October  19, 
at  St.  Louis,  "but  without  a  reduction  in  the  expenses  of  trans- 


portation such  a  reduction  would  probably  result  in  receivership, 
bankruptcy  or  government  ownership." 

The  association  condemns  the  proposed  rail  strike  as  a  blow 
at  the  "foundations  of  representative  government,"  and  thinks 
that  the  present  situation  can  be  greatly  improved  by  the  repeal 
or  amendment  of  all  laws  which  "interfere  with,  delay  or  in- 
juriously affect  the  operations  of  our  transportation  agencies," 
and  by  the  passage  of  the  pending  funding  bill. 

The  resolution  said,  in  part: 

Be  it  resolved,  by  the  board  of  directors  of  the  Associated  Indus- 
tries of  Missouri,  a  state-wide  organization  for  Missouri,  representing 
manufacturers,  merchants  and  jobbers,  after  careful  consideration  of 
the  problems  confronting  our  transportation  agencies: 

First,  that  the  act  of  Congress  of  September  3,  1916.  known  as  the 
Adamson  act,  be  immediately  repealed  by  Congress  for  the  reason  that 
this  act  is  class  legislation,  giving  to  a  favored  class  rights  not  guar- 
anteed to  the  great  body  of  the  citizenship  of  our  country,  and  denies 
freedom  of  contract,  guranteed  by  the  Constitution  of  the  United 
States,  to  the  common  carriers  of  our  country,  which  prevents  them 
from  freely  entering  into  contracts  with  their  employes.  It  is  an 
abuse  of  the  power  of  Congress  and  is  discriminatory  in  its  nature 
against  railroads,  and  was  enacted  for  the  sole  purpose  of  increasing 
the  compensation  of  railroad  employes.  The  act  was  based  upon  the 
fact  that  overtime  would  be  necessary  and  that  the  eight-hour  period 
mentioned  in  the  act  was  enacted  for  the  sole  purpose  of  fixing  the 
compensation  of  the  employes. 

Second,  that  the  Esch-Cummins  bill,  otherwise  known  as  the 
transportation  act  of  1920,  should  be  immediately  amended  by  Con- 
gress by  repealing  or  amending  sections  300  to  316  thereof,  providing 
for  a  labor  board  and  adjustment  boards  to  determine  disputes  be- 
tween carriers  and  their  employes  and  subordinate  officials,  for  the 
reason  that  this  portion  of  the  transportation  act,  as  administered,  by 
the  said  labor  board  and  adjustment  boards,  has  proven  a  failure. 
These  provisions  of  the  transportation  act  give  the  board  no  author- 
ity to  enforce  its  rulings.  It  should  have  authority  to  submit  its 
rulings  to  United  States  district  courts  and  secure  the  approval 
thereof,  which  should  have  the  force  and  effect  of  a  judgment  of  a 
court  of  competent  jurisdiction  after  the  parties  are  brought  before 
the  court,  and  either  party  resisting  the  orders  of  the  court  should 
then  be  dealt  with  as  a  violator  of  the  law  under  severe  penalty,  to 
the  end  that  representative  government  may  not  be  subverted  by  any 
particular  class.  If  the  board  cannot  be  vested  with  such  powers 
under  our  Constitution,  the  board  should  then  be  immediately 
abolished. 

Be  it  resolved,  further,  that  the  Associated  Industries  of  Missouri 
favor  the  immediate  passage  of  the  railroad  funding  bill. 

REDUCED  FREIGHT  RATES 

The  Association  of  Railway  Executives,  in  a  statement 
issued  this  week,  says: 

"The  suggestion  that  freight  rates  .be  reduced  without  fur- 
ther reduction  of  wages  is  based  upon  an  apparent  belief  that 
the  public  has  not  already  received  any  benefit  from  the  wage 
reduction  which  was  made  by  the  Labor  Board,  effective  July 
1,  1921.  The  facts  as  stated  in  a  memorandum,  prepared  by 
Lewis  J.  Spence,  Director  of  Traffic,  Southern  Pacific  Company, 
and  Chairman  of  the  Traffic  Executive  Committee  for  Western 
Territory,  are  these: 

The  retention  of  all  of  the  horizontal  increase  of  rates  ordered  by 
the  Interstate  Commerce  Commission  in  August.  1920,  would  have 
been  required  (upon  a  volume  of  traffic  no  less  than  carried  in  1919) 
to  yield  the  carriers  the  net  income  which  the  Commission  found 
necessary. 

Nevertheless,  since  the  establishment  of  that  level  of  rates  thou- 
sands of  readjustments  have  been  made,  as  promised  by  the  carriers, 
to  restore  recognized  and  well-established  relationships.  These,  with 
few  exceptions,  have  been  reductions,  and  all  subtract  from  railroad 
net  income. 

Substantially  all  changes  in  the  classification  of  freight  that  have 
been  made  have  been  reductions,  because  the  Classification  Committee 
was  under  instructions  to  observe  the  general  policy  of  making  no 
changes  which  would  result  in  increased  rates. 

In  addition  there  have  been  many  substantial  reductions  of  com- 
modity rates.  Whether  made  to  recover  or  or  retain  tratlic  against 
steamship,  motor  truck  or  other  forms  of  competition,  to  facilitate  the 
export  business  of  the  country,  to  adjust  the  rates  from  one  source 
of  production  to  meet  those  from  another,  to  restore  or  stimulate  the 
movement  of  a  commodity  which  may  have  been  retarded,  or  to  assist 
producers  who  have  been  especially  affected  by  the  depression  and 
readjustment  of  business,  the  reductions  have  subtracted  an  enormous 
amount  from  the  aggregate  revenue  which  it  was  computed  by  the 
Commission  would  accrue  to  the  carriers.  To  Illustrate: 

Rates  on  livestock  have  been  reduced  25  per  cent,  and  on  copper 
bullion  25  per  cent.  On  lumber  from  the  Pacific  Coast,  approximately 
10  per  cent;  from  New  Orleans  and  Galveston  to  New  York,  from  35  to 
40  per  cent;  on  cotton  from  Gulf  ports  to  New  York,  from  20  to  25 
per  cent. 

Rates  from  the  Pacific  Coast  have  been  reduced  on  apples,  fresh 
vegetables,  cantaloupes  and  melons,  from  10  to  12  per  cent;  on  canned 
goods  from  13  to  18  per  cent;  on  rice  about  14  per  cent;  on  dried 
beans  and  peas  about  16  per  cent;  on  dried  fruit  from  25  to  27  per  cent. 

Rates  on  sugar  from  Pacific  Coast  to  Middle  West  have  been 
reduced,  and  a  substantial  reduction  in  the  rates  from  New  Orleans  to 
Texas  is  pending. 

The  Western  lines  acceded  to  a  request  of  the  California  citrus 
fruit  shippers  for  reduced  rates,  which  will  be  made  effective  when- 
ever the  concurrence  of  lines  east  of  Chicago  and  Mississippi  River 
shall  have  been  obtained. 

To  meet  steamship  competition  through  the  Panama  Canal  a 
reduction  of  rates  on  wool  from  Pacific  ports  to  the  East,  substantial 
reductions  in  westbound  rates  on  a  large  number  of  commodities  to 
Pacific  Coast  ports,  such  as  canned  goods,  floor  covering,  drugs  and 
medicines,  iron  and  steel  products,  paints,  paper,  roofing,  soap,  soda. 
rope,  rubber  boots  and  shoes,  etc.,  are  proposed. 

These  would  now  be  effective  were  it  not  for  the  long  and  short 
haul  prohibition  of  the  law  which  requires  the  authority  of  the  Inter- 
state Commerce  Commission  to  make  lower  rates  to  meet  this  \\--.\i < •< 
competition  at  the  points  where  it  is  encountered  than  are  applied 
to  intermediate  points  where  water  competition  is  not  encounter*  ii. 

Applications  have  been  set  down  for  public  hearings  at  various 
points  in  the  country,  which  will  consume  many  weeks,  and  by  the 
time  a  decision  can  be  rendered  by  the  Commission  the  carriers  will 
have  sustained  the  loss  for  several  months  of  the  revenue  from  a 
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large  volume  of  business  which  \vns  included  In  the  estimated  amount 
to  accrue  to  tin-in.  If  the  new  rates  nre  permitted  to  be  mnde,  the 
trarne  will,  of  course,  yield  substantial!)  I. •.-.«  revenue  than  the  amount 
.•ompiited  on  the  basis  of  the  present  rates. 

These  Illustrations,  in  addition  to  the  reductions  thnt  have  been 
made  on  export  (train  to  both  Gulf  and  Atlantic  ports,  and  on  coal, 
Iron  ore.  etc.,  in  the  East  and  many  others  that  mlKht  he  mentioned, 
afford  convincing  evidence  of  the  subtraction  which  has  been  and  will 
br  made  from  the  revenue  which  was  expected  to  result  from  the  rates 
ti\e,l  by  the  Commission  in  August.  1020.  This  loss  is  in  addition  to 
that  resulting  from  the  failure  of  the  carriers  to  enjoy  anything  like 
the  volume  of  business  upon  which  the  estimate  of  the  Commission 
was  predicted,  namely,  that  of  the  year  1919. 

The  difficulty  of  estimating  how  much  of  the  income  of  the  car- 
riers hns  been  given  up  to  the  public  since  the  1020  basis  of  rates 
wax  established  is  quite  apparent,  but  that  the  public  lias  received 
vei>  lar.ee  benefit  from  the  reductions  already  made  is  evident." 

The  following  summary,  which  contains  only  a  part  of  the 
list  printed  in  The  Traffic  World,  October  22,  has  been  compiled 
by  the  Association  of  Railway  Executives  to  show  freight  rate 
reductions  which  have  been  put  into  effect  since  the  rate  increase 
of  last  year: 

"In  the  eastern  territory,  reductions  in  freight  rates  involv- 
ing a  large  amount  of  revenue  have  been  made  as  follows : 

Reductions 

Iron    ore 28  per  cent 

Sand,  gravel,  etc.   (road  building  materials) 18  per  cent 

Rock   salt  to  seaboard    • 20  per  cent 

Export    iron    and    steel 25  per  cent 

Grain,   ex-lake,    for   export 33  per  cent 

Grain  and  grain  products,  domestic.  Buffalo,  f.  o.  b 10  per  cent 

Grain,   all-rail,   for  export,   from  Chicago 30  percent 

Flour,   all-rail,   for  export,   from   Chicago 29  per  cent 

Grain  and  grain  products,  domestic  business 13  p«r  cent 

Lake  cargo  coal  rates — reduction  p«r  ton  for  the  season..  28  cents 

"In  addition  to  the  above,  numerous  individual  rates  have 
been  changed,  making  reductions  on: 


Petroleum  and  petroleum   products 

Lumber  and  mining  material 

Soda  and  soda  products 

Ground   limestone 

Fruits   and  vegetables 

Scrap  and   waste   paper 

Explosives 

Canned   goods 

Manure 


Alcohol 

Beets    (sugar) 

Brick   and   clay   products 

Concrete   blocks 

Iron  and  steel  articles 

Pig  iron 

Scrap    iron 

Billets 

Soap  stock 

Vegetable   oils 

"Figures  are  not  available  to  show  the  actual  loss  in  revenue 
resulting  from  these  reductions,"  said  the  summary,  "but  it  can 
be  readily  appreciated  that  all  of  these  reduced  rates  mean  a 
great  sacrifice  of  revenue  by  the  carriers." 


RAILROAD   FUNDING   BILL 

The  Traffic   World   Washington  Bureau 

The  railroad  funding  bill,  which  was  passed  by  the  House, 
with  a  few  changes,  was  approved  by  the  Senate  interstate 
commerce  committee,  October  22.  Chairman  Cummins  was  di- 
rected to  prepare  a  report  on  the  bill  recommending  its  passage. 

The  general  purpose  of  the  bill,  which  would  give  the  War 
Finance  Corporation  authority  to  buy  railroad  securities  from 
the  Railroad  Administration  and  thus  provide  funds  for  the 
Director-General  to  carry  out  a  general  funding  of  carriers'  in- 
debtedness to  the  government  in  making  final  settlements,  was 
not  changed  by  the  committee. 

The  bill  was  changed  so  that  the  President  could  sell  the 
railroad  securities  to  the  War  Finance  Corporation  or  to  the 
general  public.  It  has  been  held  that  the  President  now  has 
the  authority  to  sell  the  securities  to  the  general  public  and 
about  $100,000,000  of  equipment  trust  certificates  have  been 
sold  by  the  President's  agent,  the  Director-General. 

The  House  bill  was  modified  so  that  claims  for  inefficiency 
of  labor  will  be  barred  only  if  a  railroad  company  accepts  a 
final  settlement  with  the  Railroad  Administration.  The  idea 
was  to  leave  carriers  free  to  press  their  claims  for  alleged  in- 
efficiency of  labor  in  the  courts  if  they  wish  to  do  so.  It  had 
been  claimed  that  as  the  House  bill  passed,  carriers  would  be 
barred  from  taking  their  claims  to  the  courts. 

Action  on  the  bill  in  the  Senate  is  not  expected  immedi- 
ately. It  is  believed  an  effort  to  get  the  measure  through  will 
not  be  made  at  least  until  after  the  tax  legislation  has  been 
disposed  of. 


PAYMENTS    TO    CARRIERS 

The  Railroad  Administration  this  week  reported  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  The  Pullman  Company,  $7,250,000; 
Danville  &  Western  Railway  Co.,  $260,000;  Hartwell  Railway 
Company,  $24,500;  Carolina  &  Tennessee  Southern  Railway  Co., 
$5,000;  Asheville  and  Craggy  Mountain  Railway  Co.,  $5,500; 
Denison  &  Pacific  Suburban  Railway  Co.,  $13,000;  Weatherford, 
Mineral  Wells  &  Northwestern  Railway  Co.,  $36,000;  Birming- 
ham &  Northwestern  Railway  Co.,  $10,000,  and  Middle  Tennes- 
see Railway  Co.,  $5,000. 


MINOR  ORDER  OF  THE  COMMISSION 
The  Jonesboro  Freight  Bureau  has  been  permitted  to  inter- 
vene in  No.  12807,  California  and  Hawaiian  Sugar  Refining  Cor- 
poration et  al.  vs.  A.  T.  &  S.  F.  et  al. 


SENATE    COMMITTEE    HEARING 

Thi  Traffic   World   Wathington  Bureau 

The  National  Association  of  Railway  and  Utilities  Commis- 
sioners began  the  presentation  of  testimony,  October  24,  before 
the  Senate  Interstate  commerce  committee.  In  support  of  its  re- 
quest for  amendment  of  the  transportation  act  John  E.  Benton, 
general  solicitor,  made  the  opening  statement  in  behalf  of  the 
association.  A  number  of  state  commissioners  were  present,  In- 
cluding President  Jackson  of  Wisconsin,  Webster  of  Iowa,  Raish 
of  South  Dakota,  Reed  of  Kansas,  Shealy  of  South  Carolina, 
Shaughnessy  of  Nevada,  Alney  of  Pennsylvania,  Hurr  of  Florida, 
Russell  of  Oklahoma,  and  Paul  A.  Walker,  special  commerce 
counsel  for  the  Oklahoma  commission. 

Although  taking  up  first  the  question  of  intrastate  rate  con- 
trol, Mr.  Benton  said  he  would  submit  the  resolutions  adopted 
by  the  association  in  Atlanta  with  regard  to  electric  railway 
rates,  certificates  of  convenience  and  necessity,  car  service  and 
the  valuation  act. 

"It  is  now  twenty  months  since  the  transportation  act  was 
passed,"  said  Mr.  Benton.  "It  was  the  hope  of  those  who  framed 
and  passed  the  act  that  it  would  settle  the  transportation  prob- 
lem. I  think  I  may  safely  say  that  the  transportation  problem 
was  never  more  unsettled  than  now.  I  believe,  too,  that  candid 
men,  who  are  capable  of  following  results  back  to  their  causes, 
will  say  that  in  large  part  the  present  unsettleinent,  and  the 
present  insistent  demand  for  further  legislation  is  directly  trace- 
able to  the  attempt  which  has  been  made  to  centralize  the  ulti- 
mate control  of  all  rates  affecting  the  commerce  of  110,000,000 
people,  living  in  the  forty-eight  states  of  this  great  country,  In 
the  hands  of  a  single  board  sitting  in  Washington.  This  abrupt 
departure  from  the  plan  of  government  which  was  adopted  by 
the  founding  fathers,  and  followed  for  130  years,  has  shocked 
our  people." 

Senator  Cummins  interrupted  to  say  that  he  did  not  know 
of  anyone  who  thought  that  the  transportation  act  would  settle 
the  transportation  problem.  Benton  then  modified  his  statement 
to  say  that  the  hope  of  the  framers  was  that  it  would  tend  to 
settle  the  problem. 

"The  results  have  not  carried  compensating  advantages  to 
anybody,"  said  Mr.  Benton,  resuming  his  statement.  "They  have 
disturbed  business.  They  have  caused  unrest  and  dissatisfaction 
among  our  people,  who  have  seen  their  accustomed  powers  of 
government  taken  from  them,  and  their  local  laws  defied,  and 
their  local  officials  enjoined  by  federal  courts  from  enforcing 
their  own  laws  within  their  own  states.  Thoughtful  men  every- 
.  where,  I  think,  view  with  misgiving  this  striking  example  of 
the  present  day  tendency  to  withdraw  powers  of  government 
from  the  exercise  of  the  people  locally,  and  to  vest  them  in  the 
hands  of  a  bureaucracy  here  in  Washington." 

Mr.  Benton  said  the  transportation  act  was  the  occasion  for 
the  attempt  to  increase  the  Commission's  power  rather  than  the 
cause  of  it 

"The  attempt  arose  out  of  the  great  impulse  towards  cen- 
tralization, which  came  about  as  the  result  of  the  war,"  said  he, 
"coupled  with  the  insistent  demands  of  carriers  •  and  with  the 
effects  of  the  widespread  propaganda  by  which  for  many  years 
they  have  sought  to  destroy  state  regulation. 

"Moved,  as  I  assume  and  believe,  by  an  entirely  right-minded, 
but  misguided,  purpose,  the  federal  Commission  desired  to  ex- 
tend its  jurisdiction  over  the  internal  commerce  of  the  states. 
In  the  transportation  act,  which  was  the  composite  product  of 
different  minds,  and  accordingly  not  altogether  consistent  or 
clear  in  all  its  terms,  the  Commission  found  the  language  upon 
which  it  based  a  claim  that  such  jurisdiction  had  been  granted  it. 
The  lower  federal  courts  have  sustained  this  claim." 

Mr.  Benton  reviewed  some  of  the  legislative  history  of  sec- 
tion 13  of  the  interstate  commerce  act  and  quoted  Senator  Cum- 
mins' explanation  of  the  section  to  the  Senate  wherein  the  sena- 
tor said  the  purpose  was  simply  to  express  in  the  law  what  the 
Supreme  Court  had  held  in  the  Shreveport  case,  and  to  give  the 
Commission  the  power  to  prescribe  the  exact  state  rate  when  it 
held  a  state  rate  discriminatory  under  the  Shreveport  power. 
Senator  Cummins  remarked  that  he  was  still  of  the  opinion 
that  Congress  did  not  intend  to  increase  the  jurisdiction  of  the 
Commission  over  state  rates.  He  said  when  the  bill  was  in  con- 
ference he  had  conferred  with  representatives  of  the  state  com- 
missions and  that  he  and  they  believed  that  the  bill  as  finally 
drafted  was  satisfactory  to  the  state  commissions.  This  state- 
ment was  confirmed  by  Mr.  Jackson,  who  participated  in  the 
conferences. 

"It  was  the  feeling  of  ourselves  and  the  committee  that  the 
bill  in  no  way  increased  the  power  of  the  Commission,"  said  Mr. 
Jackson.  "We  feel  the  bill  has  been  misinterpreted." 

Mr.  Benton  said  the  effect  of  the  orders  made  by  the  Commis- 
sion was  to  produce  a  chaotic  condition,  so  far  as  regulation  was 
concerned. 

"The  orders  disable  the  states,"  said  he,  "by  removing  the 
rates  from  their  control,  but  thereafter  the  federal  commission 
has  no  jurisdiction  over  their  reasonableness,  or  over  the  ques- 
tion of  the  relation  of  one  state  rate  to  another.  We  have  thus 
the  spectacle  of  vast  bodies  of  rates  tied  up  by  the  federal  orders, 
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and  beyond  the  regulation  of  either  the  state  or  federal  commis- 
sions. 

"This  wresting  of  legislation  to  purposes  for  which  it  was 
never  planned  has  paralyzed  effective  regulation  of  state  rates 
for  the  present.  It  has  produced  also  a  mass  of  litigation  in  the 
courts,  wherein  the  states  are  seeking  to  preserve  their  rights  of 
local  government.  Nobody  knows  how  this  litigation  will  result. 
Nobody  knows  how  many  years  it  will  take  to  settle  all  the  ques- 
tions involved.  In  the  meantime  the  states  are  disabled,  and 
the  public  suffers  from  their  disablement.  So  it  is  that  their 
representatives  come  here  and  ask  you  to  make  such  changes  in 
the  existing  law  as  shall  make  it  clear  that  the  regulation  of 
the  internal  commerce  of  each  state  is  left  to  that  state." 

Mr.  Benton  told  of  the  action  taken  by  the  association  at 
Atlanta,  in  modifying  the  resolution  on  section  15-a  and  section 
13  so  that  in  effect  the  commissions  approved  interference  with 
intrastate  commerce  by  the  federal  commission  along  the  lines 
contemplated  in  the  Shreveport  decision.  Two  bills  are  pending 
before  the  committee — the  Capper  bill  (S.  1150)  and  the  Nicholson 
bill  (S.  2510),  both  relating  to  intrastate  rate  regulation.  These 
bills,  as  drawn,  however,  have  not  been  officially  approved  by  the 
association. 

In  the  face  of  "generous  treatment"  at  the  hands  of  the 
state  commissions  on  the  applications  for  percentage  increases 
equal  to  the  interstate  advances  under  Ex  Parte  74,  the  railroads 
set  about  deliberately  to  destroy  state  regulation  of  the  carriers, 
according  to  testimony  given  by  Mr.  Benton  before  the  Senate 
committee  October  25. 

The  action  taken  by  the  state  commissions  was  reviewed 
by  Mr.  Benton,  who  said  that  with  few  exceptions  the  great 
body  of  intrastate  rates  was  advanced  in  percentage  amounts 
equivalent  to  the  amounts  prescribed  by  the  Commission.  He 
asserted  that  an  effort  had  been  made  to  make  it  appear  that 
it  was  necessary  to  take  from  the  states  the  control  over  state 
rates  because  of  the  unwillingness  of  the  state  commissions  to 
do  the  fair  thing  by  the  railroads,  but  that  nothing  could  be 
farther  from  the  facts.  He  said  the  state  commissions  generally 
recognized  the  need  of  the  railroads  for  increased  rates. 

"It  would  have  been  better  if  the  rate  of  3  cents  a  mile 
for  passenger  fares  had  been  made  the  maximum  fare  instead 
of  the  rate  of  3.6  cents  and  higher,"  said  he. 

Senator  Stanley  of  Kentucky  said  the  increased  charges  for 
passenger  travel  had  decreased  travel  and  had  reduced  the 
revenues  of  the  carriers.  Mr.  Benton  agreed  that  passenger 
fares  were  too  high. 

The  state  commissions,  Mr.  Benton  said,  had  not  followed 
"a  niggardly  policy"  with  regard  to  railroad  revenues. 

"They  erred  on  the  side  of  too  great  generosity  if  they  erred 
at  all,"  said  he.  "No  occasion  existed  for  the  Interstate  Com- 
merce Commission  stretching  its  power.  The  carriers  adopted 
a  deliberate  plan  to  break  down  state  regulation." 

Taking  up  the  New  York  passenger  fare  case,  Mr.  Benton 
said  the  state  commission  could  not  have  done  otherwise  than 
it  did  in  refusing  to  advance  the  passenger  fares  to  3.6  cents  a 
mile  in  the  absence  of  proof  of  any  kind  by  the  carriers  that 
the  rate  of  3  cents  was  unreasonably  low  and  inadequate.  He 
said  the  carriers  declined  to  put  in  any  evidence  as  requested 
and  took  the  position  that  the  state  commission  must  advance 
the  state  fares  in  the  same  amount  as  the  Commission  had  ad- 
vanced interstate  fares. 

Mr.  Benton  charged  that  the  real  reason  for  the  action  of 
the  carriers  was  that  they  wanted  to  destroy  the  power  of  the 
New  York  commission.  He  said  the  commission  had  indicated 
the  fares  would  be  increased  if  a  showing  in  accord  with  the 
law  of  the  state  were  made. 

The  dissenting  report  of  Commissioner  Eastman  in  the  New 
York  case  was  submitted  for  the  record  of  the  hearings  by  Mr. 
Benton. 

The  efforts  of  the  state  commissions  to  co-operate  with  the 
Commission  in  matters  relating  to  intrastate  commerce'  under 
the  transportation  act  were  reviewed  by  Mr.  Benton. 

In  a  discussion  of  the  rate-making  section  of  the  trans- 
portation act  at  the  hearing  before  the  Senate  interstate  com- 
merce committee  October  26,  Senator  Cummins  said  the  pro- 
vision that  the  Commission  should  prescribe  rates  that  would 
yield  as  nearly  as  may  be  5%  or  6  per  cent  on  the  valuation 
fixed  by  the  Commission  "might  just  as  well  be  repealed  as  to 
remain  in  the  law  until  the  first  of  March,"  when  it  will  be  up 
to  the  Commission  to  fix  the  percentage  of  return,  if  the  law 
remains  unchanged. 

"Everybody  knows  that  freight  rates  cannot  be  increased, 
and  probably  will  be  decreased,"  the  senator  said,  adding  that 
the  provision  had  become  "wholly  immaterial." 

The  statement  by  the  chairman  followed  testimony  given 
by  Carl  D.  Jackson,  president  of  the  National  Association  of 
Railway  and  Utilities  Commissioners,  as  to  his  views  on  Sec- 
tion 15-a.  He  said  the  underlying  purpose  of  that  section  was 
commendable,  but  that  the  provision  could  not  be  carried  out. 
He  said  he  could  not  find  any  new  elements  prescribed  for  the 
Commission  to  consider  in  making  rates.  There  had  been  a 
great  deal  of  discussion,  he  said,  as  to  whether  the  section 
provided  a  guaranty,  explaining  that  he  did  not  use  the  word 


in  the  sense  that  the  government  would  make  good  any  sum 
to  the  carriers  if  they  failed  to  earn  a  certain  return.  He  was 
viewing  the  section  from  the  angle  of  whether  there  was  a 
mandate  to  the  Commission  to  assure  the  carriers  a  return 
regardless  of  whether  the  rates  so  established  were  reason- 
able, he  said.  Referring  to  the  decision  of  the  Commission  in  the 
Western  grain  and  hay  rate  case,  he  said  the  Commission  said 
therein  it  would  not  treat  Section  15-a  as  a  guaranty. 

The  provision  relating  to  division  of  a  net  return  in  excess 
of  6  per  cent  on  the  value  of  the  property  of  an  individual  car- 
rier also  was  assailed  by  Mr.  Jackson  as  unworkable  and  eco- 
nomically unsound. 

Senator  Cummins  remarked  that  the  rate-making  section 
was  "an  approach  to  consolidation"  of  the  railroads,  and  Mr. 
Jackson  said  he  thought  that  consolidation  of  the  strong  roads 
and  the  weak  roads  would  prove  to  be  the  real  solution  of  the 
transportation  problem. 

"I  never  regarded  the  transportation  act  as  more  than  an 
approach  to  the  final  regulation  which  we  must  adopt,"  said 
Senator  Cummins. 

Mr.  Benton  read  to  the  committee  the  correspondence 
which  passed  between  himself  and  former  Chairman  Clark  on 
the  subject  of  co-operation  between  the  state  and  federal  com- 
missions. 

Mr.  Jackson,  continuing  his  statement  to  the  committee 
October  27,  said  the  result  of  the  interpretation  placed  on  the 
transportation  act  by  the  Commission  was  an  "impossible,  in- 
elastic system  of  rate-making,"  which  was  not  beneficial  to  the 
railroads,  the  shippers  or  the  public  generally.  He  said  the 
state  commissioners  were  not  appearing  in  an  antagonistic  atti- 
tude toward  the  railroads— that  they  knew  that  the  carriers  must 
have  adequate  revenues  to  give  adequate  service,  but  that  noth- 
ing was  to  be  gained  by  "freezing"  state  rates. 

The  Commission's  interpretation  of  the  Shreveport  power, 
he  said,  has  caused  a  deplorable  condition  of  uncertainty  as 
to  the  authority  and  power  of  the  federal  commission  and  of 
the  state  commissions,  and  also  litigation  and  general  dissatis- 
faction. 

"The  law  is  not  receiving  the  interpretation  or  is  not  being 
administered  as  those  who  had  the  most  to  do  with  the  framing 
of  it  understood  it  should  be  interpreted  or  administered  when 
it  was  passed,"  said  he. 

Taking  up  the  decisions  in  the  Shreveport  cases,  he  said  that 
in  those  cases  the  difference  in  rates  influenced  the  movement  or 
direction  or  volume  of  traffic  and  directly  benefited  or  prejudiced 
persons  or  localities.  He  said  the  present  interpretation  of  dis- 
crimination included  all  state  rates  whether  the  difference  in 
rates  affected  the  volume  or  movement  or  flow  of  interstate  com- 
merce. 

"It  changes  all  state  rates  without  regard  to  their  reason- 
ableness," he  said. 

"It  leaves  no  tribunal  to  determine  the  reasonableness  of 
intrastate  rates." 

L.  P.  Hale,  counsel  for  the  New  York  commission,  reviewed 
the  intrastate  rate  situation  in  his  state.  He  said  his  commis- 
sion had  been  asked  "to  sign  on  the  dotted  line." 

"We  are  not  here  looking  for  any  crumbs  that  may  fall  off 
the  table  of  the  Interstate  Commerce  Commission,"  said  he. 

Questioned  as  to  why  the  carriers  operating  in  New  York 
had  not  submitted  evidence  in  accord  with  the  law  of  New  York, 
Hale  said  C.  C.  Paulding,  counsel  for  the  New  York  Central, 
said  the  New  York  carriers  believed  that  under  the  law  they 
had  one  body — the  Interstate  Commerce  Commission — to  fix  all 
rates  and  that  that  was  much  to  be  preferred  to  being  subjected 
to  regulation  by  many  states. 

Mr.  Hale  also  said  he  believed  the  act  had  been  misinter- 
preted by  the  Commission. 

Senator  Cummins  said  the  legislative  history  of  the  act  was 
against  the  interpretation  which  permits  a  finding  of  discrimina- 
tion on  "a  revenue  basis."  He  said  the  House  bill  contained 
the  words  "undue  burden  on  interstate  commerce"  and  that  these 
words  were  taken  out  by  the  Senate  conferees  because  they  did 
not  desire  to  depart  from  the  old  rule  of  discrimination. 

A  graphic  description  of  the  situation  in  Oklahoma  was 
given  by  Campbell  Russell,  chairman  of  the  Oklahoma  commis- 
sion. He  declared  the  rates  in  Oklahoma  were  128  per  cent 
higher  than  rates  in  adjoining  states  before  G.  O.  No.  28  was  ap- 
plied. He  told  of  a  visit  of  the  Oklahoma  commission  representa- 
tives to  Director-General  McAdoo  to  get  a  readjustment. 

"Mr.  McAdoo  told  us  what  a  wonderful  country  this  was 
and  how  he  could  not  be  bothered  by  little  details,"  said  he. 

McAdoo  turned  the  Oklahomans  over  to  Director  Chambers, 
Chairman  Russell  said,  and  then  ensued  a  long  period  in  which 
he  said,  "We  got  to  be  a  standing  joke  with  the  office  boys  at 
the  Railroad  Administration."  Finally,  he  said,  Oklahoma  got 
"uniformity  of  rates"  but  no  other  state  did,  so  that  the  situa- 
tion was  about  as  bad  as  it  was  before.  He  said  the  commis- 
sion had  a  case  before  the  Interstate  Commerce  Commission  and 
that  he  expected  they  might  get  "some  relief  for  our  children." 
He  said  a  state  should  have  something  to  say  about  its  affairs 
other  than  the  "sanitary  regulations,"  and  that  if  not,  then  the 
federal  government  should  send  its  agents  into  the  various  com- 
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inanities  to  find  out  something  about  local  conditions.  He  said 
there  were  many  rates  in  Oklahoma  which  were  higher,  with- 
out the  35  per  cent  advance  under  Ex  Parte  74,  than  rates  in 
adjoining  states  which  had  been  advanced  35  per  cent. 

H.  M.  Slater,  rate  expert  for  the  Illinois  commission,  re- 
viewed the  intrastate  rate  situation  in  that  state,  going  over 
the  various  developments  in  that  state.  He  declared  that  the 
situation  there  was  such  that  everything  was  completely  tied  up. 

"We're  in  jail,"  said  he.  "They  can't  adjust  our  intrastate 
rates  but  they  are  adjusting  interstate  rates  all  around  us.  The 
Interstate  Commerce  Commission  says  'Don't  change  these  in- 
trastate rates  until  our  further  order,'  and  when  we  ask  it 
to  change  them,  it  says  it  can't  do  it." 

Slater  said  the  Illinois  commission  had  acted  promptly  on 
applications  of  the  carriers  for  advances  or  changes  in  rates 
prior  to  the  time  its  hands  were  tied  by  order  of  the  federal 
court  at  Chicago  and  by  the  federal  commission.  Members  of 
the  committee  desired  to  know  whether  the  court  had  entered 
a  final  interlocutory  order  restraining  the  Illinois  commission 
from  interfering  with  the  rates  in  Illinois  and  Slater  said  he 
would  get  that  information.  The  state  has  appealed  to  the 
Supreme  Court. 

"We  want  the  injunction  dissolved  either  by  legislation  or 
by  the  Supreme  Court,"  said  he.  "The  people  of  Illinois  are 
looking  to  Congress  for  relief." 

A  remark  by  Slater  to  the  effect  that  those  supporting  the 
Commission  pointed  to  section  15-a  as  authority  for  the  orders  in 
the  intrastate  rate  cases  led  Senator  Cummins  to  say  that  "any- 
one who  construes  section  15-a  to  broaden  the  power  of  the  Com- 
mission over  intrastate  rates  seems  to  me  to  be  deliberately  mis- 
construing and  falsifying  the  law."  He  added  he  did  not  believe 
the  Supreme  Court  would  so  construe  the  law. 

Mr.  Benton  made  an  explanation  of  why  the  Commission 
refused  to  touch  intrastate  rates  after  it  had  ordered  them 
advanced.  He  said  it  held  it  could  not  pass  on  the  question  of 
the  reasonableness  of  state  rates  as  related  to  other  state  rates 
— that  it  could  only  change  a  state  rate  when  it  found  dis- 
crimination against  interstate  commerce.  Senator  Poindexter  re- 
marked, referring  to  the  orders  of  the  Commission,  that  they 
were  similar  to  the  orders  of  the  old  commerce  court,  which  was 
abolished. 


DELAY    IN    STATE    RATE    CASE 

The  Traffic   World   Washington  Bureau 

Chances  for  a  decision  soon  by  the  U.  S.  Supreme  Court  as 
to  whether  the  Commission  legally  has  the  power  it  has  exer- 
cised over  intrastate  rates  were  eliminated  October  24  when 
the  court  announced  that  the  Wisconsin  intrastate  rate  case, 
which  was  argued  last  spring,  had  been  set  down  for  reargu- 
ment  December  5.  This  action,  taken  on  the  court's  own  motion 
and  without  warning  to  either  the  Commission  or  the  railroads, 
it  is  believed,  resulted  from  a  desire  for  the  case  to  be  heard  by 
Chief  Justice  Taft.  Among  those  following  the  intrastate  rate 
situation  it  also  was  believed  that  the  court  desired  to  give  the 
question  at  issue  as  full  consideration  as  possible. 

The  court  granted  the  motion  of  Karl  K.  Gartner  for  oral 
argument  on  the  question  of  whether  the  court  has  jurisdiction 
over  the  original  bill  filed  by  North  Dakota  attacking  the  Com- 
mission's intrastate  rate  order  in  that  state,  and  set  the  argu- 
ment for  January  3. 


STATE  RATE  JURISDICTION 

The  Traffic  World   Washington  Bureau 

The  Senate  will  not  wait  for  a  decision  by  the  Supreme 
Court  in  the  intrastate  rate  cases  pending  in  that  court  before 
proceeding  to  amend  the  transportation  act  with  regard  to  the 
jurisdiction  of  the  Interstate  Commerce  Commission  over  intra- 
state rates — if  that  course  of  action  is  determined  on  after 
the  hearings  on  the  subject  have  been  concluded — if  it  accepts 
the  view  of  Senator  Cummins,  chairman  of  the  Senate  Interstate 
Commerce  Committee. 

Recently  the  senator  said  he  was  waiting  on  the  Supreme 
Court  to  pass  on  the  Wisconsin  case  before  taking  steps  to 
have  the  transportation  act  amended  so  as  to  limit  the  juris- 
diction of  the  Commission  within  the  so-called  Shreveport 
power.  The  announcement  by  the  Supreme  Court,  however, 
that  the  Wisconsin  case  would  be  reargued  December  5,  led 
the  senator  to  change  his  mind.  He  said,  October  26,  the  com- 
mittee would  proceed  with  the  proposed  changes  in  the  law, 
because  it  now  appeared  that  the  decision  by  the  Supreme 
Court  would  not  be  made  for  some  time.  That  was  his  personal 
view  of  the  situation,  he  said. 

The  state  commissioners  in  Washington  for  the  hearing  be- 
fore the  Senate  committee  appeared  before  the  House  com- 
mittee on  interstate  and  foreign  commerce  October  26  and 
made  a  plea  for  a  hearing  by  that  committee  on  the  proposed 
amendments  to  the  transportation  act  urged  by  the  associa- 
tion. No  definite  date  was  fixed,  but  the  commissioners  left  the 
committee  with  a  promise  that  a  hearing  would  be  granted 
early  in  the  next  session,  which  begins  December  5. 

A  favorable  report   from   the  Senate   committee   on   a  bill 


curtailing  and  defining  specifically  the  power  of  the  Commission 
over  intrastate  rates  is  being  forecast  by  the  Mate  commission- 
ers In  Washington.  They  feel  that  a  majority  of  the  members 
of  the  committee  will  support  such  a  bill.  Senator  Cummins 
Is  on  record  as  favoring  the  proposed  change,  and  one  state 
commissioner  said,  "LaFollette  will  go  the  whole  way  with  us." 

On  the  house  side  there  are  indications  that  Chairman 
Wlnslow  will  not  favor  such  a  change  in  the  law,  but  the  state 
commissioners  are  banking  on  a  majority  of  the  members  of 
the  House  committee  to  get  behind  their  program.  Represen? 
tatives  Sweet  and  Hoch,  members  of  the  committee,  have  here- 
tofore introduced  bills  which  meet  with  the  approval  in  sub- 
stance of  the  state  commissions  with  regard  to  state  regulation 
of  rates. 

The  appearance  of  the  state  commissioners  before  the  House 
committee  for  the  purpose  of  getting  a  hearing  was  regarded 
as  somewhat  unusual.  The  commissioners  had  been  advised, 
however,  that  Chairman  Winslow  was  not  favorable  to  changes 
being  made  in  the  "transportation  act  at  this  time,  and  so  they 
drew  up  a  formal  appeal  and  signed  it.  This  was  sent  to  Mr. 
Winslow  and  copies  were  sent  to  each  member  of  the  com- 
mittee. The  appeal  asked  for  an  opportunity  to  ask  for  a  hear- 
ing. The  chairman  granted  the  appeal. 


NEW  YORK  INTRASTATE  RATES 

The  Traffic   World   Washington  Bureau 

A  strong  appeal  that  the  Interstate  Commerce  Commission 
be  sustained  in  its  interpretation  of  the  transportation  act  with, 
regard  to  jurisdiction  over  intrastate  rates  was  made  by  James 
M.  Beck,  solicitor  general  of  the  Department  of  Justice,  before 
the  United  States  Supreme  Court  in  the  New  York  intrastate 
rate  case. 

Mr.  Beck  based  his  argument  largely  on  the  premise  that 
Congress  sought  to  correct  the  evils  which  resulted  from  federal 
operation  of  the  railroads  by  the  passage  of  the  transportation 
act  and  that  its  purpose  was  to  rehabilitate  the  transportation 
system.  That  purpose,  he  argued,  could  not  be  achieved  if  the 
various  states  were  permitted  to  deprive  the  carriers  of  revenue 
by  prescribing  lower  rates  for  intrastate  service  than  existed 
for  interstate  service. 

The  declaration  that  the  government  had  practically  wrecked 
the  railroads  to  win  the  war  was  made  by  the  solicitor  general 
in  emphasizing  the  need  of  adequate  revenues  for  the  railroads. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  stressed  the  fact  that  the  Congress  intended 
that  the  Commission  should  do  what  it  had  done  in  complying 
with  the  mandate  in  the  transportation  act  that  the  Commis- 
sion should  prescribe  rates  that  would  yield  as  nearly  as  possible 
5%  or  6  per  cent  on  the  valuation  fixed  by  the  Commission. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  average  daily  surplus  of  freight  cars  in  good  order 
decreased  from  142,970  cars  the  week  ended  October  8  to  121,944 
cars  in  the  Week  ended  October  15.  The  average  daily  shortage 
dropped  from  5,237  cars  to  3,683  cars.  The  surplus  was  made 
up  of  the  following  classes  of  equipment:  Box,  25,860;  ven- 
tilated box,  750;  auto  and  furniture,  872;  total  box,  27,482;  flat, 
9,773;  gondola,  49,146;  hopper,  19,237;  all  coal,  68,383;  coke, 
4,516;  S.  D.  stock,  7,566;  D.  D.  stock,  460;  refrigerator  507; 
tank,  530;  miscellaneous,  2,727.  The  shortage  of  3,683  cars 
was  made  up  of  1,907  box;  2  ventilated  box;  256  flat,  231  gon- 
dola; 43  hopper;  130  S.  D.  stock;  2  D.  D.  stock;  1,098  refrig- 
erator, and  14  miscellaneous  cars. 

FOR  SALE— Cancelled  Freight  Tariffs  suitable  for  auditing  Freight 
Bills.  Address  O.  H.  N.  395,  Traffic  World,  Chicago. 
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COAL  PRODUCTION  REPORT 

The  Traffic  World   Washington  Bureau 

"Production  of  soft  coal  increased  sharply  during  the  week 
ended  October  15,"  the  Geological  Survey  says  in  its  current 
coal  report.  "The  total  output,  including  lignite,  and  coal  coked 
at  the  mine,  is  estimated  at  9,696,000  tons,  an  increase  of  573,- 
000  tons  over  the  week  preceding. 

"Despite  this  improvement  production  is  still  much  below 
the  level  reached  in  the  corresponding  week  of  the  past  four 
years,  the  period  over  which  records  of  weekly  output  extend. 
A  year  ago,  for  example,  more  than  12,100,000  tons  were  mined. 

"The  production  in  1921  has  not  only  been  lower  than  in 
the  years  of  active  demand  during  and  since  the  war,  but  it 
has  also  been  lower  than  in  the  pre-war  years.  What  the  record 
for  the  month  of  October,  1921,  will  finally  show  remains  to  be 
seen,  but  the  average  for  the  first  15  days  is  only  1,568,000  tons, 
still  below  the  pre-war  level. 

"The  all-rail  movement  of  coal  to  New  England  improved 
during  the  week  ended  October  15.  About  2,961  cars  of  anthra- 
cite and  2,923  cars  of  bituminous  coal  were  forwarded  over  the 
Hudson.  When  compared  with  shipments  in  the  preceding  week 
a  decrease  of  104  cars  and  an  increase  of  328  cars,  respectively, 
are  shown. 

"The  seaborne  export  trade  remains  dull.  Business  for  for- 
eign account  at  Hampton  Roads,  the  country's  chief  coal  port, 
was  only  65,723  net  tons  in  the  week  of  October  15,  of  which 
37,212  tons  was  foreign  bunker  coal.  In  June,  1921,  foreign  ac- 
count business  averaged  448,000  tons  a  week. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  declined 
somewhat  in  the  week  ended  October  16.  Reports  from  the 
Ore  and  Coal  Exchange  show  that  687,148  net  tons  were  dumped, 
a  decrease  when  compared  with  the  preceding  week  of  65,504 
tons.  Of  the  total  dumpings,  662,287  tons  were  cargo  coal  and 
24,861  tons  vessel  fuel.  In  the  corresponding  week  of  1920  total 
dumpings  were  1,118,343  tons. 

"The  cumulative  Lake  dumpings  during  the  present  season 
stand  at  20,282,948  net  tons,  and  it  will  be  sen  that  1921  is  nearly 
five  million  tons  behind  1918,  a  half  million  tons  behind  1919,  and 
about  one  and  three-quarter  million  tons  ahead  of  1920." 


COAL  RATES  AND   PRICES 

In  connection  with  statements  tending  to  show  that  high 
freight  rates  are  largely  responsible  for  the  present  high  prices 
of  coal  and  with  applications  for  reductions  in  such  rates,  a 
recent  report  of  a  committee  of  the  Chicago  Association  of  Com- 
merce is  cited.  The  committee  was  composed  of  Harry  A. 
Wheeler,  chairman,  T.  H.  Eddy,  J.  H.  Hardin,  Judson  F.  Stone, 
and  J.  J.  Wait.  That  part  of  the  report  devoted  to  the  matter 
of  prices  is  as  follows: 

"What  is  the  difference  between  the  1912  and  1921  price 
of  coal  and  who  gets  the  money? 

Anthracite  Coal   (Chestnut  and   Range) 

Cost  to  Chicago  consumer,   September,   1921 $15.60 

Cost  to  Chicago  consumer,   September,   1914 7.90 


Increased    cost    $7.70 

"Who   gets   it? 


Increased  mine   wages   $  2.57 

Increased  freight   rates   2.67 

Increased  other    operators'    costs 1.10 

Increased  local  delivery   and   yard   costs 1.36 


Smokeless  Mine  Run 

Cost  to  Chicago  consumer,   September,   1921 $  8.95 

Cost  to  Chicago  consumer,   September,   1914 4.25 


$7.70 


Increased    cost    $4.70 

"Who  gets  it? 

Increased  mine   wages   $  1.20 

Increased  freight   rates    '. 1.64 

Increased  other    operators'    costs 1.05 

Increased   delivery   and    yard    costs 1.36 


$4.70 


Southern  Illinois  Coal  (Domestic  Sizes) 

Cost  to  Chicago  consumer,   September,   1921 $  8.55 

Cost  to  Chicago  consumer,  September,   1914 , 4.50 

Increased    cost    $4.05 

"Who  gets  it? 

Increased  mine  wages    $  1.47 

Increased  freight   rates    1.1D 

Increased  other   operators'    costs 108 

Increased  local   delivery   and  yard   costs 31 


$4.05 

"The  above  prices  are  given  as  average  prices  of  coal  for 
domestic  consumption,  and  do  not  apply  to  contracts  covering 
long  periods  and  large  quantities.  Variations  due  to  size  and 
grade  of  coal  could  also  be  taken  into  account. 

"The  increased  freight  rate  applies  only  from  point  of  pro- 
duction to  Chicago  proper.  Where  deliveries  are  made  to  sub- 
urban points,  the  additions  to  the  above  figures  range  from 
3  cents  per  ton  to  Oak  Park  and  Rogers  Park  to  as  much  as 
$1.46  per  ton  to  such  points  as  Elmhurst  on  the  west  and  High- 
land Park  on  the  north. 


Can  any  of  these  costs  be  so  reduced  as  to  assure  a  lower 
price  to  the  consumer  this  winter? 

"The  answer — 

Mine  Wages 

These  were  fixed  by  the  United  States  Coal  Commission,  a  gov- 
ernment agency,  and  upon  the  wage  award  a  contract  was  made  be- 
tween the  operators  and  the  unions  which  does  not  expire  until 
March  31,  1922.  Union  leaders  declare  that  the  wage  scale  fixed  by 
this  award  shall  not  be  changed  during  the  life  of  the  contract. 
Within  the  present  week  these  leaders  are  reported  by  the  press  to 
have  stated: 

(1)  That  negotiations  will  not  be  taken  up  for  next  year's  con- 
tract vintil  after  January. 

(2)  That  if  any  change  is  to  be  made  in  the  wage  scale  it  must 
be  higher. 

Under  these  conditions  it  seems  unlikely  that  any  effort  will  be 
made  to  break  this  contract  since  the  unions  demand  full  adherence 
to  the  contract  terms. 

Freight    Rates 

These  rates  are  a  result  of  increases  authorized  by  the  Railroad 
Administration  and  the  Interstate  Commerce  Commission  to  cover 
wage  advances  and  other  costs  of  operation  approved  by  the  Railroad 
Administration  and  later  by  the  Railroad  Labor  Board.  The  ex- 
chairman  of  the  Interstate  Commerce  Commission,  writing  on  this 
subject  a  few  weeks  ago,  says: 

"While  I  can  give  no  assurance  whatever  as  to  what  may  be 
done,  my  impression  is  that  there  will  be  no  general  reduction  in 
coal  rates  during  the  summer.  I  am  afraid  that  if  the  present  situ- 
ation continues  much  longer  we  will  have  a  repetition  this  year  of 
the  conditions  last  fall,  which  to  my  mind  were  a  great  deal  worse 
than  paying  the  existing  rates  and  securing  a  supply  in  ample  time." 
Operators'  and  Dealers'  Charges 

The  operator  is  subjected  to  a  marked  increase  in  supplies,  equip- 
ment, royalties  and  taxes  over  1014.  The  local  dealer  finds  his  team- 
ing bill  more  than  doubled  during  the  period  under  consideration, 
with  other  yard  costs,  taxes  and  overhead  increased  in  like  proportion. 
"Without  attempting  to  analyze  these  last  increases,  it  is 
perfectly  fair  to  assume  that  a  large  part  of  the  increase  is 
fully  justified  and  cannot  be  eliminated,  but  if  the  whole  increase 
was  eliminated  it  would  aggregate  but  half  the  fixed  increase 
arising  from  mine  wages  and  increased  rates. 

"In  the  face  of  these  facts,  does  the  possibility  of  a  possible 
lower  price  weigh  against  the  security  of  a  supply?" 

A  graph  accompanying  the  report  shows  that  of  the  increase 
in  price  of  anthracite  coal  from  Pennsylvania  fields  to  Chicago, 
September,  1921,  compared  with  September,  1914,  34.7  per  cent 
is  due  to  freight  increases;  smokeless  mine  run  from  West  Vir- 
ginia to  Chicago,  34.89  per  cent  of  the  increase  is  attributed  to 
freight  cost;  southern  Illinois,  domestic  sizes,  29.4  per  cent  due 
to  freight. 


COAL  CHARGE  REVISION  ASKED 

The  Traffic   World   Washington  Bureau 

The  American  Wholesale  Coal  Association  has  sent  to  the 
Commission  for  filing  a  formal  complaint  asking  a  suspension 
of  all  demurrage  and  reconsigning  charges  on  coal  "during  the 
crisis  developed  by  the  strike  order  of  the  railway  unions."  It 
asks  that  the  Commission  act  without  a  hearing  so  that  many 
of  the  100,000  idle  coal  cars  may  be  loaded  with  coal  and  moved 
to  market  before  the  threatened  strike  may  become  effective. 
This  request  the  association  thinks  is  all  the  more  important 
since  last  Friday's  action  of  the  Railroad  Labor  Board  because 
the  latter  promises  to  give  more  time  to  load  more  coal. 

The  reason  for  this  action,  the  association  said,  is:  "The 
people  have  stored  some  coal  for  use  during  the  winter.  If 
that  coal  pile  should  be  dissipated  by  a  strike,  the  people  would 
be  forced  to  go  into  the  winter  without  any  stocks.  To  pre- 
serve the  stocks,  the  wholesalers  propose  that  coal  for  use  dur- 
ing the  strike  shall  be  moved  in  coal  cars  which  are  at  present 
lying  idle." 

The  coal  wholesalers  say  to  the  Commission,  in  their  peti- 
tion, that  demurrage  charges  alone  amount  to  ten  cents  per  ton 
per  day.  Reconsigning  charges  amount  to  35  cents  per  ton, 
roughly  speaking.  If  they  should  move  coal  to  market  even  a 
few  days  in  advance  of  need,  the  steady  accumulation  of  those 
charges  would  automatically  advance  the  price  at  which  that 
coal  must  sell  regardless  of  the  fact  that  the  coal  men  did  not 
advance  their  prices  a  penny  a  ton.  The  people  would  have  to 
pay  more  for  coal  and  the  railroads  would  get  the  money  with- 
out doing  anything  to  earn  it. 

The  wholesalers  say  they  know  that  more  than  100,000 
railroad  coal  cars  are  now  lying  idle  at  or  near  the  mines.  If 
the  strike  should  prove  serious,  these  same  cars  must  continue 
to  lie  idle  somewhere.  The  wholesalers  suggest  that  they  shall 
be  idle  at  the  market  loaded  with  coal  rather  than  lie  idle, 
empty,  at  the  mines.  The  wholesalers  suggest  that  these  extra 
service  charges  of  the  railroads  should  not  be  allowed  to  stand 
in  the  way  of  getting  needed  coal  to  market.  The  wholesalers 
suggest  to  the  Commission  that  because  they  want  to  protect 
the  people  they  should  be  ruined  financially  by  being  forced  to 
pay  the  service  charges  provided  in  the  tariffs  of  the  railroads. 
It  is  for  that  reason  that  the  suspension  of  these  charges  is 
asked. 

The  association  also  has  sent  for  filing  with  the  Commission 
a  formal  petition  asking  for  a  reduction  of  all  rates  on  coal  and 
coke  and  of  charges  for  the  reconsignment  and  diversion  of  coal 
cars  and  for  their  detention. 

The  petition  shows  that  the  Commission  has  already  au- 
thorized reductions  in  the  charges  on  food  commodities  and 
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THREE  STAR  LINE 

(St6.  les  Affrfteurs  R6unis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chic.ro  AXent :  M.  E.  Kionappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Lin*,  Bullitt    Bu!ldin 


D  A  Ta  nnrki?n  *-•»¥>£?  cause  the  loss  of  many  hard 
BAU  UKLItLK  1/AK9  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

mflifrnm   f\f   TWIG    I  rkCG    can   be  saved  bV  the   U8e  °' 
MUCH   Or     1  MIS   LiUaS    Kennedy  Car  Liners.     These 
car  liners  practical!}  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

of  car  liners  prevent  leakage 
in    transit    and    afford    sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 

Kennedy    Car    Liners   for   all    cases   of   bad 
order     cars,     consisting     of     full     Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

vsuww  w  v«"aIT  Mat*!'  Sive  us  an  opportunity  to  submit 
WlLiaU  YUU  Hi  ill  fUH  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  &  BAG  CO. 

SHELBYVILLE,   INDIANA 
Canadian  Factory  at  Woodstock,  Ont. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  now  I  The  traffic  director  of  a  Detroit 
concern  earn*  119,600  a  year — a  Cleveland  traffic  man  receive*  124,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  12,600  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  big;.  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  the»e 
big  pay  jobs? 

Learn  in  Spare  Time 

Ton  can  quickly  muter  the  secrete  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  yon  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  importance. 
Don't  delay  1  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  210-E  4043  Drexel  Blvd.,  Chicago,  IU. 


Freight  and  Express  Claims 

Against  Common  Carriers 

FOR 

Loss.  Damage.  Injury,  and  Delay 

Can  be  turned  into  cash 


Right  now  the  thing  of  most  importance  to  all  shippers 
is  the  impending  railroad  strike.  To  recover  on  loss 
and  damage  claims  it  will  be  necessary  to  have  accurate 
records  as  to  inspection,  notice  of  embargoes,  likelihood 
of  delay,  etc.  Our  experts  are  qualified  and  stand 
ready  to  give  you  any  further  advice  which  you  may 
desire  as  to  the  best  way  to  protect  your  interests. 


The  Aard  Agency 

Freight  and  Express  Claim  Collection  Dept. 
J.  V.  DeLANEY,  Attorney  in  Charge 


CHICAGO  REFERENCES! 

Foreman  Brothers  Bank 
Central  Trust  Company 
Denney  &  Company 
Crutchfi.ld,  Woolfolk  A  Clore 
F.  E.   Nellis  &   Company 
M.  Piowaty  &  Sons 
S.  T.  Fish  &  Company 


808  Westminster  Bldg. 
110  So.  Dearborn  St. 
Chicago,  Illinois 
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emphasizes  what  it  calls  the  pressing  necessity  of  like  reduc- 
tions in  the  charges  for  the  transportation  of  the  nation's  fuel. 
The  association  contends  that  a  reduction  in  the  coal  rates  will 
more  Immediately  and  directly  stimulate  industry  than  a  reduc- 
tion in  rates  on  any  other  commodity.  "There  is  hardly  a 
workshop  or  family,"  says  the  petition,  "that  is  not  affected 
by  the  rates  on  coal." 

SHIPPING  BOARD  AFFAIRS  IN  CONGRESS 

•     The  Traffic   World   Washington  Bureau 

After  a  lull  of  several  weeks,  members  of  both  branches 
of  Congress  have  directed  attention  again  to  the  affairs  of  the 
Shipping  Board. 

The  Senate  agreed  to  a  resolution,  offered  by  Senator  Poin- 
dexter,  of  Washington,  calling  on  the  board  to  submit  a  report 
to  the  Senate  showing  the  debts  owed  by  the  board  or  the 
Emergency  Fleet  Corporation  and  the  money,  if  any,  available 
to  meet  such  indebtedness. 

Representative  Sweet,  of  Iowa,  member  of  the  House  com- 
mittee on  interstate  commerce,  who  opposed  the  granting  of 
a  recent  appropriation  to  the  board  in  the  amount  agreed  upon 
by  Congress,  submitted  a  bill  to  establish  a  Bureau  of  American 
Merchant  Marine  in  the  Department  of  Commerce. 

The  bill  (H.  R.  8796)  would  transfer  the  "functions,  powers 
and  duties  conferred  by  existing  law  upon  the  United  States 
Shipping  Board  and  the  United  States  Emergency  Fleet  Corpora- 
tion," to  the  proposed  bureau.  In  general,  the  bill  would  abolish 
the  Shipping  Board  and  the  Fleet  Corporation  and  make  the 
bureau  take  their  places.  The  bureau  would  be  headed  by  a 
director  to  be  paid  $10,000  annually  and  the  policy  would  be 
under  the  supervision  of  the  Secretary  of  Commerce. 

Just  what  support  the  bill  will  command  is  not  known. 
Senator  Jones,  chairman  of  the  Senate  commerce  committee,  has 
expressed  himself  as  much  opposed  to  such  a  plan. 

In  the  debate  on  the  Poindexter  resolution  Senator  Borah 
suggested  an  amendment  requiring  the  board  to  report  the  num- 
ber of  officers  and  officials  and  salaried  employes  and  the  amount 
which  each  draws.  The  amendment,  however,  was  not  pushed. 
Senator  Borah  said  he  would  embody  the  idea  in  a  separate 
resolution  later. 

Senator  Poindexter  said  the  Shipping  Board  was  making 
no  effort  to  meet  the  claims  against  it  and  said  he  based  that 
declaration  on  a  conversation  which  he  had  on  the  subject  with 
Chairman  Lasker. 

"He  said  they  were  not  his  debts,"  said  Senator  Poindexter, 
referring  to  the  conversation  with  Lasker;  "they  were  the 
Shipping  Board's  debts,  and  the  Shipping  Board  did  not  have 
any  money  to  pay  them,  and  was  not  going  to  do  anything  about 
it  at  all." 

Senator  Frelinghuysen,  of  New  Jersey,  who  heretofore  has 
been  rather  outspoken  against  the  board,  said  those  in  charge 
of  the  board's  affairs  at  present  were  making  an  effort  to 
straighten  the  situation  out  as  well  as  possible. 

Senator  Underwood  of  Alabama,  minority  leader,  declared 
that  for  a  hundred  years  "sinister  influences"  have  tried  to  keep 
American  ships  off  the  seas. 

"I  do  not  say  that  there  may  not  have  been  waste,"  he  said, 
"but  I  think  it  is  unjust  to  the  American  people,  who  want  ships 
on  the  seas  flying  the  American  flag  to  carry  their  commerce, 
to  allow  the  Shipping  Board  as  at  present  constituted  or  as  con- 
stituted in  the  past  to  be  a  battledore  and  shuttlecock  for  the 
people  who  want  to  destroy  our  shipping  fleet  for  their  own  pur- 
poses. I  think  it  is  due  to  the  Congress  and  that  the  Congress 
owes  it  to  the  America  npeople,  if  there  is  any  real  cause  for 
complaint,  to  see  that  it  is  investigated  and  not  left  in  a  nebulous 
state.  The  real  facts  should  be  laid  before  the  American  people. 
We  should  have  a  concrete  basis  on  which  to  fix  these  charges, 
and  then  after  it  is  worked  out  and  we  know  the  facts  instead 
of  continually  taking  flings  at  this  instrument  of  the  government, 
if  there  is  anything  wrong,  we  should  clean  it  up,  clear  the  decks, 
and  then  we  should  give  a  helping  hand  to  build  up  the  commerce 
of  America." 

Chairman  Lasker,  in  replying  to  an  inquiry  as  to  the  develop- 
ments in  Congress,  said: 

"The  members  of  the  Shipping  Board  are  far  from  being 
one  bit  discouraged.  They  find  out  that  they  are  gluttons  for 
punishment;  and  having  been  here  four  months  now,  in  a  situa- 
tion that  many  felt  was  impossible,  they  are  not  one  whit  dis- 
couraged. They  know  they  have  undertaken  a  long  job  and  a 
hard  job  and  a  long  pull,  but,  rightly  or  wrongly,  the  members 
of  the  Shipping  Board  feel  that  the  establishment  of  a  merchant 
marine  is  more  important  to  America  than  any  other  question. 

"The  Board  is  going  to  stick  to  this  job  with  all  enthusiasm 
and  hard  work,  and  will  only  quit  if  the  President  puts  them  out, 
and  then  they  will  beg  him  to  let  them  stay.  They  and  their 
associates  feel  inspired  by  the  worth-whileness  of  the  task,  in 
spite  of  the  Herculanean  work  necessary;  and  they  feel  sure 
that  while  it  is  a  long  pull  and  a  hard  pull,  it  is  a  doable  thing, 
and  which  is  going  to  be  done  in  spite  of  handicaps,  hardships  or 
criticism.  We  are  full  of  pep  and  ginger  and  know  we  are  going 
to  get  lots  of  criticism.  We  are  going  to  try  to  listen  respon- 
sively  to  such  criticism,  not  in  resentment,  but  to  learn  some- 


thing out  of  it  to  help  us  to  a  shortcut  in  our  long  pull.    We  like 
our  jobs." 

A  delegation  representing  the  Middle  West  Merchant  Marine 
Association  called  on  President  Harding  and  Chairman  Lasker 
to  urge  the  upbuilding  of  an  American  merchant  marine.  Mal- 
colm Stewart,  of  Cincinnati,  acted  as  chairman  of  the  delegation, 
which  was  introduced  by  Senator  Ransdell,  of  Louisiana.  The 
President  told  the  delegates  he  was  in  hearty  sympathy  with 
their  appeal. 


SHIPPING  BOARD  ACQUIRES  N.  Y.  PIERS 

The  Traffic  World   Washington  Bureau 

The  Shipping  Board  has  embarked  on  a  campaign  to  throttle 
profiteering  in  pier  charges  in  New  York,  according  to  a  state- 
ment made  by  Chairman  Lasker. 

"At  a  conference  between  the  Secretary  of  War  and  Chair- 
man Lasker  of  the  Shipping  Board,  the  Secretary  turned  over 
the  remaining  piers  the  War  Department  has  in  Hoboken  and 
Brooklyn  to  the  Shipping  Board,  being  piers  No.  1  and  4  in 
Hoboken  and  pier  No.  4  in  Brooklyn,  Brooklyn  Army  Base,"  said 
he.  "This  now  gives  the  Shipping  Board  piers  1,  2,  3,  4,  5  and  6 
in  Hoboken  and  piers  3  and  4  in  Brooklyn  Army  Base — a  total  of 
thirty-four  berths. 

"The  Secretary  was  led  to  his  decision  by  a  desire  to  co- 
operate with  the  Shipping  Board,  that  through  the  agency  of 
the  Shipping  Board  the  federal  government  would  aid  not  only 
the  Emergency  Fleet  Corporation  but  private  American  owners 
in  ending  the  strangle-hold  of  high  pier  charges  in  New  York. 
The  federal  government  feels  that  the  time  has  come  for  it  to 
use  its  facilities  to  end  conditions  of  overcharge  on  pierage  to 
American  vessels  that  have  been  complained  of  in  New  York 
City.  Private  owners  who  could  not  now  get  fair  rates  for  dock- 
ing vessels  can  get  relief  through  the  action  of  the  Secretary  of 
War,  on  application  to  the  Shipping  Board.  The  Shipping  Board 
will  consider  the  interests  of  American  privately-owned  vessels 
fully  as  much  as  government-owned  vessels  in  the  operation  of 
these  piers.  It  is  hoped  thereby  to  bring  rates  down  in  New  York 
to  right  and  proper  charges  and  to  end  the  strangle-hold  of 
profiteering  that  it  is  alleged  has  been  going  on. 

"In  making  pier  charges  the  government  proposes  to  keep 
those  charges  up  to  sufficient  height  whereby  a  private  pier  owner 
will  get  a  proper  and  ample  return,  but  the  government  will  not 
aid  in  keeping  up  profiteering  prices.  Our  prices  will  average 
three  and  one-half  cents  per  net  registered  ton  per  day." 


.ASSIGNMENT    OF   VESSELS 

The  Traffic   World   Washington  Bureau 

In  notifying  representatives  of  commercial  and  steamship 
lines  operating  from  the  principal  ports  on  the  Pacific  coast  of 
the  hearing  to  be  held  November  14  with  reference  to  the  perma- 
nent assignment  of  the  "502"  and  "535"  foot  combination  cargo- 
passenger  vessels  in  the  trans-Pacific  trade,  the  Shipping  Board 
announced  that  it  had  been  suggested  that  23  of  the  vessels  be 
assigned  as  follows: 

Five  of  the  "535"  type  from  a  United  States  North  Pacific  port 
on  the  Japan-China-Manila  run. 

Three  of  the  "535"  type  from  a  California  port  on  the  Japan- 
China-Manila  run,  together  with  2  of  the  "502"  type. 

Five  of   the    "535"    type   on  the   New  York-Rio-Buenos   Aires    run. 

Three  of  the  "535"  type  between  New  York  and  London,  with  :i 
possible  call  at  a  British  channel  port  or  a  French  channel  port. 

Five  of  the  "502"   type  between  New  York  and  Rotterdam. 

The  question  of  the  permanent  assignment  of  these  vessels 
on  Atlantic  routes  will  not  be  considered  at  the  hearing  Novem- 
ber 14. 

The  board  has  seven  of  the  "502"  type  vessels,  all  of  which 
have  been  delivered,  and  of  the  sixteen  "535"  type  vessels  ten 
have  been  delivered  and  six  are  scheduled  for  delivery  between 
now  and  April. 


TANKER  TONNAGE  INCREASE 

The  Traffic   World   Washington  Bureau 

The  increasing  importance  of  tanker  tonnage  is  commented 
on  in  a  statement  by  E.  S.  Gregg,  chief  of  the  transportation 
division  of  the  Department  of  Commerce. 

"Only  55  steam  tankers,  totaling  201,000  gross  tons,  were 
flying  the  American  flag  in  1914,"  said  he.  "Seven  years  later 
there  were  356  oil  carriers  under  American  registry,  with  a 
tonnage  ten  times  that  in  1914,  according  to  a  table  compiled 
by  the  Bureau  of  Navigation.  The  United  States  now  has  53 
per  cent  more  tanker  tonnage  than  the  United  Kingdom.  Ameri- 
can-flag tankers  have  accounted  for  76  per  cent  of  the  total  world 
increase  of  such  tonnage  since  1914. 

"The  rapid  development  of  our  fleet  of  tank  ships  is  the 
story  of  our  increasing  dependence  upon  Mexico  for  crude  oil; 
in  1914  the  United  States  imported  3,100,000  barrels  of  oil;  in 
1920,  105,600,000  barrels.  After  the  outbreak  of  the  war.  many 
tankers  owned  by  American  capital_hut_operal£d.undfir  .foreign 
flags  for  reasons  of  economy  were  transferred  to  American  reg- 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
•nd 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipments  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  «nd  Randolph  St..  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEEN  STOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailing!  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

•04- U  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  «4«  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South.    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 

Under  American  F/o*   PASSENGERS  AND  FREIGHT  E.fafeH./ied  114* 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Loa  Angeles  to  Baltimore,  calling  at  porta  in 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 

5.  5.  Colombia  «ails  from  Baltimore  November  7th 
5.  5.  Ecuador  sails  from  San  Francisco  November  19th 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zon« 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

•The  SuntHin*  Belt  to  tk*  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong; 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1, 1 00- ton  displacement,  17^-knot,  steamers  S.  5. 
Golden  State  (November  5th);  5.  5.  Hoosier  State  (Decem- 
ber 17th);  5.  S.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamers  5.  5. 
Granite  State  (November  15th);  5.  5.  Creole  State  (Decem- 
ber 15th).  

Through  kill*  of  lading  luued  to  and  from  pointi  beyond  port*  *f  cmli 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
O'«n«r«;  Passenger  mnd  Ticket  office.-  ttl  Market  St.,  Sun  Frmncifc* 

General  Office*:  508  California  Street,  San  Francisco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agent*!  U.  S.  Shipping  Board 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Bogton  Philm.  New  York 

S.S.  DAKOTAN    Oct.  29         Nov.    3 

S.S.  VIRGINIAN     Nov.    5  NOT.  1« 

8.8.  MINNESOTAN    Nov.  12          Nov.  17 

S.S.  IOWAN   Nov.  19  Nov.  24 

Sailings    every    Thursday    from    New    York,    every 

other   Saturday   from   Boston   and   Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.   S.   Pacific   Coast  Ports   to  the  Principal   Ports  of   the   United 
Kingdom    and    Continent — Direct    Fort- 
nightly    Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.   'MOUNT    CARROLL     Nov.  10 

S.S.  tHANSA      Nov.  17 

S.S.  HAWAIIAN     Nov.  19 

S.S.  'MOUNT  CLINTON   Nov.  24 

'Carries  third-class  passengers. 

fCabin    and    third-class    passengers 

LOADING  PIER  86,  NORTH   RIVER* 

PHILADELPHIA  TO  HAMBURG  AND  BREMEN 

S.S.  SUDBURY    (via  Baltimore  and   Norfolk) Nov.  16 

S.S.  CALLISTO     (Hamburg    only — via    Baltimore) Dec.  10 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.CLARKSBURG     (via    Baltimore    and    Norfolk) Nov.    I 

S.S.  DEUTSCHFELD    (Hamburg  only — via    Baltimore) ..  .Nov.  29 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  CLARKSBURG    (via    Norfolk) Nov.  10 

S.S.  SUDBURY   (via  Norfolk) Nov.  24 

NORFOLK  AND  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

S.S.  CALLISTO    Oct.  29 

S.S.  CLARKSBURG     Nov.  12 

S.S.  SUDBURY    Nov.  26 

S.S.  CLARKSBURG    Dec.  31 

NEW  ORLEANS  TO  HAMBURG 

S.S.  ADALIA     Early  November 

S.S.  AMASSIA     Early  December 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and   Baltic   Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli.    Port    Swettenham,    Singapore,    Batavia, 
Samarang,    Soerabaya 

S.S.  HALF    MOON     Nov.  25 

Loading    Pier    21,    Pouch    Terminal.    Clifton,    S.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.  HALF  MOON    Nev.  25 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1020 
WESTERN   FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  4891 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone   Fort  Hill  30S4 

Bourse  Bldg..  Philadelphia  Phone  Lombard  70SO 

GENERAL    PACIFIC    COAST    AGENTS 
Williams.  Dimond  &  Co.,  310  Sansome  St.,  San  Francisco 
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istry,  37  such  tankers,  aggregating  182,000  gross  tons,  being  so 
transferred  in  1915 — most  of  them  from  Germany." 

In  1921,  Mr.  Gregg  said,  the  United  States  had  2,121,863 
tons  of  merchant  steam  and  gas  tanker  tonnage,  and  Great 
Britain  followed  with  1,398,187. 

"In  addition  to  the  steam  and  gas  tankers,  there  are  in  the 
oil-carrying  service  91  sailing  and  barge  vessels  of  139,000  gross 
tons,  105,000  tons  of  which  belong  to  the  United  States,  and  ap- 
proximately 160,000  tons  of  navy  vessels,  62,000  tons  of  which 
belong  to  the  United  States,"  said  he. 

"The  essential  fact  in  the  oil  situation  is  that  the  present 
and  future  sources  of  supply  outside  the  United  States,  which 
is  depending  to  an  increasing  extent  upon  other  countries,  are 
all  distant  overseas  from  the  centers  of  consumption — for  ex- 
ample, Mexico,  Persia,  the  Dutch  East  Indies,  etc. — which  means, 
from  the  shipping  viewpoint,  more  tankers.  Furthermore,  the 
rapid  adoption  of  oil-burning  ships  (364  vessels,  totaling  1,300,000 
gross  tons  in  1914,  now  2,536  ships  of  12,800,000  tons)  makes 
necessary  the  employment  of  much  tanker  tonnage  in  supplying 
bunker  stations.  While  many  tankers  are  idle  at  the  present 
time,  any  large  increase  in  the  world  consumption  of  oil  will 
call  for  the  services  of  all  available  tonnage  that  can  carry  oil 
in  bulk." 


ALLOCATION   OF   STEAMSHIPS 

The  Traffic   World   Washington  Bureau 

Vice-President  Smull,  of  the  Emergency  Fleet  Corporation, 
in  charge  of  charters  and  allocations,  has  announced  that  six 
steel  steamers  of  the  lake  type  have  been  chartered  on  a  bare 
boat  basis. 

"Three  of  these  vessels  were  chartered  to  the  United 
Steamship  Company  of  Galveston,  to  be  employed  in  service  be- 
tween the  West  Indies  and  Gulf  ports,"  said  he.  "They  are  the 
Lake  Gera,  Lake  Flourney  and  Lake  Fairlie,  each  of  4,155  dead- 
weight tons. 

"Lykes  Brothers,  of  Galveston,  were  the  charterers  of  the 
other  three  vessels  of  this  type.  They  are  the  Lake  Slavi, 
4,278  d.w.t.;  the  Lake  Florian,  4,145  d.w.t;  and  the  Tipton,  4,310 
d.w.t.  These  ships  will  also  be  used  in  the  West  Indies  trade. 

"The  charter  parties  are  for  a  period  of  three  months.  The 
terms  are  50  cents  per  dead  weight  ton  per  month,  the  char- 
terers to  furnish  protection  and  indemnity  insurance  and  pay 
voyage  repairs;  owners  taking  care  of  insurance  repairs  and 
insuring  the  hulls.  These  steamers  replace  a  like  number  of 
vessels  that  were  allocated  to  these  companies  under  the  M.  O.-4 
agreement." 


OCEAN  FREIGHT  RATES  REDUCED 

The  continental  conference  of  North  Atlantic  Steamship 
lines,  in  New  York,  has  made  effective  substantial  reductions  in 
ocean  freight  rates  from  North  Atlantic  ports  to  Antwerp  and 
Rotterdam  and  to  Hamburg  and  Bremen.  No  changes  were 
made,  however,  in  the  rates  to  French  Atlantic  ports.  The  fol- 
lowing table  shows  the  commodities  and  the  rates  agreed  upon: 


Hamburg 

Hamburg        Bremen 
Bremen     (old  rates) 


Antwerp  French 

Rotterdam  Atlantic 

Copper   ingots,    in- 
got bars,  notched 
bars,    matte,    pig 
or     wire     bars, 
slabs $3.50  wt. 

Glucose     27%cl001bs. 

Grease     32  ^c  100  Ibs. 

Lead    pig    $3.50  wt. 

Lubricating     oil ...  32%  c  100  Ibs. 
.Malt    32%cl001bs. 

Milk,     condensed.  .32^0  100  Ibs. 

Milk,    powdered 45c      100  Ibs. 

Oat  feed,  in  bags.  .27%c  100  Ibs. 

Provisions    32%  c  100  Ibs. 

Wax     32%c  100  Ibs. 

The  rate  on  copper  and  lead  is  good  for  quoting  in  the  ten- 
day  period  through  October  28  for  shipment  through  November. 

The  old  rates  to  Antwerp  and  Rotterdam  were  the  same  as 
the  rates  given  in  the  column  showing  the  rates  to  the  French 
Atlantic  ports  so  that  the  extent  of  the  reductions  to  Antwerp 
and  Rotterdam  may  be  ascertained  by  comparison  of  the  French 
Atlantic  rates  and  the  Antwerp-Rotterdam  rates.  The  changes 
were  made  effective  as  of  October  18. 


$5.00  wt. 

$4.00  wt. 

$5.50  wt. 

40c  100  Ibs. 

30c  100  Ibs. 

45c 

50c  100  Ibs. 

35c  100  Ibs. 

55c 

$5.00  wt. 

$4.00  wt. 

$5.50  wt. 

50c  100  Ibs. 

35c  100  Ibs. 

55c 

55c  100  Ibs. 

35c  100  Ibs. 

60c 

50c  100  Ibs. 

35c  100  Ibs. 

55c 

75c  100  Ibs. 

50c  100  Ibs. 

82%c 

60c  100  Ibs. 

30c  100  Ibs. 

65c 

50c  100  Ibs. 

35c  100  Ibs. 

55c 

50c  100  Ibs. 

35c  100  Ibs. 

65c 

SHIPMENTS   VIA    CANAL 

Exports  of  wheat  from  the  Pacific  coast  of  the  United  States 
to  European  ports  via  the  Panama  Canal  from  January  1  to 
August  31  amounted  to  506,583  tons,  or  18,912,432  bushels,  ac- 
cording to  the  Panama  Canal  Record.  The  total  shipment's  of 
wheat  through  the  Panama  Canal  from  the  Pacific  to  the  Atlan- 
tic during  this  period  amounted  to  565,058  tons,  or  21,095,499 
bushels.  To  this  amount  Canada  contributed  3,500  tons;  Aus- 
tralasia, 36,437  tons;  South  America,  13,648  tons,  and  the  Far 
East,  4,890  tons.  Barley  shipments  during  the  same  period  ag- 
gregated 200,788  tons,  or  9,370,107  bushels,  of  which  8,111  927 
bushels  originated  in  the  United  States. 


What  is  said  to  be  the  first  shipment  of  chilled  meat  from 
Canada  to  Europe  by  way  of  the  Panama  Canal  was  a  consign- 
ment of  100  tons  of  mutton  on  the  S.  S.  Kinderdijk,  which  passed 
through  the  canal  on  August  26  en  route  from  Vancouver  and 
Seattle  to  London.  The  Kinderdijk  also  carried  200  tons  of 
lard  being  sent  from  Los  Angeles  to  Hamburg. 

Cold  storage  shipments  from  Australia  and  New  Zealand 
through  the  canal  during  the  first  six  months  of  the  current 
calendar  year  aggregated  186,073  tons  of  meats  and  dairy  prod- 
ucts. 


SHIPPING  BOARD  CLAIM  HEARING 

The  claims  commission  of  the  United  States  Shipping  Board 
has  made  the  following  announcement: 

"Wood  shipbuilders,  who  have  claims  pending  against  the 
United  States  Shipping  Board  Emergency  Fleet  Corporation,  are 
advised  that  the  claims  of  the  Tampa  Dock  Company  have  been 
calendared  for  hearing  before  this  Commission  on  November  1, 
1921. 

"This  case  was  selected  for  hearing  first,  because  it  seemed 
to  present  practically  all  the  mooted  points  that  have  arisen  in 
the  claims  of  other  wood  shipbuilders,  including  claim  for  reim- 
bursement to  cover  amortization  of  plant.  The  decisions  reached 
in  this  hearing  will  set  a  precedent  for  the  determination-  of  all 
other  claims  of  like  nature. 

"The  commission  wishes  to  accord  to  every  claimant  in- 
terested in  the  settlement  of  these  matters  the  opportunity  to  pre- 
sent any  facts  or  arguments  that  will  assist  the  commission  in 
arriving  at  a  fair  and  impartial  decision  and  to  that  end  they 
are  now  invited  to  file  a  written  brief  or  statement  (six  copies) 
on  the  matter  of  allowance  of  claims  for  amortization  of  plant. 
Ample  time  will  be  allowed  after  the  hearing  on  November  1  for 
the  filing  of  briefs,  as  the  commission  will  proceed  with  delibera- 
tion in  arriving  at  its  conclusions  in  the  Tampa  Dock  Company 
case." 


EMPIRE  STATE  ARRIVES  AT  JAPAN 

Commenting  on  a  cable  report  telling  of  the  arrival  of  the 
Empire  State,  allocated  to  the  Pacific  Mail  Steamship  Company 
by  the  Emergency  Fleet  Corporation,  at  Tokio,  Japan,  W.  J. 
Love,  vice-president  of  the  fleet  corporation,  said  it  should  be 
"most  gratifying  to  the  American  public  that  it  is  possible  to 
accord  these  facilities  to  the  American  business  men  under  the 
American  flag."  The  ship  carried  a  mission  of  American  busi- 
ness men  to  Japan.  The  Empire  State  is  one  of  the  new,  fast 
trans-Pacific  liners  owned  by  the  fleet  corporation. 


RIVERS  AND  HARBORS  CONGRESS  AND  CANAL  TOLLS 

A  referendum,  taken  by  the  National  Rivers  and  Harbors 
Congress  on  the  question  of  allowing  American  vessels  to  pass 
through  the  Panama  Canal  without  payment  of  tolls,  resulted 
in  435  votes  being  cast  in  favor  of  exempting  all  American  ves- 
sels and  157  against,  according  to  a  statement  issued  by  the 
congress. 


SALE  OF  S.   B.  VESSEL  "CALLAO" 

The  Shipping  Board  will  receive  offers  up  to  November  7 
on  the  Callao,  a  steel  steamer  of  8,226  gross  tons,  which  was 
taken  from  the  Germans  when  war  was  declared.  The  ship  will 
be  sold  at  a  private  competitive  sale.  It  was  built  in  Stettin, 
Germany,  in  1912. 


OPERATING  STATISTICS 

Freight  revenue  in  the  seven  months  ended  with  July  totaled 
$2,177,314,692  as  compared  with  12,210,119,657  in  the  same  period 
in  1920,  according  to  a  statement  on  revenue  traffic  statistics  of 
167  class  I  roads  issued  by  the  Commission.  Passenger  revenue 
totaled  $683,341,005  as  against  $688,900,560  in  the  first  seven 
months  of  1920. 

In  July  freight  revenue  totaled  $313,441,273  as  against  $356,- 
072,338  in  July,  1920,  and  passenger  revenue  amounted  to  $108,- 
652,164,  as  against  $122,969,456  in  July,  1920. 

Revenue  tons  of  freight  carried  in  July  totaled  132,130,000 
as  against  200,982,000  in  July,  1920.  Revenue  tons  carried  one 
mile  totaled  24,990,327,000  as  against  37,075,676,000  in  July,  1920. 
In  the  seven  months  ended  with  July,  revenue  tons  carried 
totaled  911,486,000  as  against  1,220,921,000  in  1920,  and  revenue 
tons  carried  one  mile  totaled  170,806,569,000  as  against  227,772,- 
890,000  in  the  1920  period. 

The  revenue  per  ton-mile  in  July  was  12.54  mills  as  against 
9.6  mills  in  July,  1920.  In  the  seven  months'  period  the  revenue 
per  ton-mile  amounted  to  12.75  mills  as  against  9.7  mills  in  the 
1920  period. 

In  July,  90,899,000  revenue  passengers  were  carried  as 
against  114,698,000  in  July,  1920,  and  in  the  seven  months  619,- 
244,000  revenue  passengers  were  carried  as  against  716,394,000 
in  the  1920  period. 

The  revenue  per  passenger-mile  in  July  was  2.987  cents  as 
against  2.561  cents  in  July,  1920,  and  in  the  seven  months'  period 
the  revenue  per  passenger-mile  was  3.103  cents  as  against  2.592 
cents  in  the  1920  period. 
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MUSKOQEE,  OKLA. ' 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  rave  more  money  In  shipping?—  to  reap 
frreater  benefit    from  the  InteriUte  commerce  rullnffi?  —  to 


handle  more  advantageously  the  problem!  that  come  up  in 

dunimtle  »n,l  foreign  traffic?      Then  ln»«sti«at«  the  LaSalk  Problem 
Mrthoil  of_hom«-«todr  In  Interstate  Commerce  and  Indwtrtal  and 


Railway  Trafflt  Management. ,  Find  out  how  lhi« 


!  mmnafemrnt    by   giving  yoa 
America'*  wall  known  nuthor- 


yoo  to  better   knowledge  of  L 

the  experience  of  more  than  70  of  .. 

itim    and    traffic    executive*.      Write    for  catalog    *nd 
low  eo*t  monthly  payment  plan, 

LASALLE EXTENSION  UNIVERSITY 

Department  1095-TC    CHICAGO,  ILLINOIS 

Tlit  1  ir'jftt  ll'intifiir  I  raining  lnt<>l   tirm  in  tht  World 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  preight  and   Passenger  J§ervice 

S.S.  HAWKEYE  STATE,  Sailing  December  3,  1921 
S.S.  BUCKEYE  STATE,  Sailing  January  7,  1922 

Rate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  Statea  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Caatle  &  Cook,  Ltd. 


PASSENGER 
and  FREIGHT 
STEAMERS 


NEW  ORLEANS-EUROPE 

MEXICO 

Corunna,    Santander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from  New  Orleans 
S.  S.  Zeelandia. . . .  November  llth 

S.  S.  Frisia December  2nd 

S.  S.  Hollandia December  30th 

Firat,  aecond  and  third  claaa 
Sailings  every  three  weeks  there- 
after.   Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 

LINE,  INC.,  Agents, 
630  Common  Street,     New  Orleans,  La. 


ROUTE  YOUR  CARGO  VIA 

Mobile  r  Gulf  p  or]  ?  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL  AND  MANCHESTER 

S.S.  COAHOMA  COUNTY Sailing  Nov.  2nd 

S.S.  MAIDEN  CREEK Due  Mobile  Nov.  8th 

Sailing  about  Nov.  18th 

HAMBURG  AND   BREMEN 

S.S.  AFOUNDRIA    Due  Mobile  Oct.  30th 

Sailing  Nov.  12th 

S.S.  CLAVARACK  or  Sub Due  Mobile  Nov.  25th 

Sailing  about  Dec.  3rd 

LONDON 

S.S.  WILDWOOD Due  Mobile   Nov.  20th 

Sailing  Nov.  30th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Years'  Experience 


Old  South  Bldg.  Boston. 
EUicott  Square  Buffalo. 


TRANS-CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Cpnsofidators  of  Freight  and  Co-operators  with  Shippers.     A  Service  Which  Saves 
Time,   Trouble  and   Money.     Don't  hesitate — Investigate— Write  for  particulars. 
General  Offices:    Chicago,  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  Bldg. 

Philadelphia,  Drexel  Bldg.  Los  Angeles,  Van  Nuys  Bldg. 

Cincinnati,  Union  Trust  ^Idg.  San  Francisco.  Monadnock  Bldg.  Portland,  Ore.,  I3th  and  Kearney  Sts. 

Write  the  Nearest  Offi  n. 


Cleveland,  Hippodrome  Bldg. 


Seattle,  Alaska  Bldg. 


Fortnightly 
Sailings 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


BOSTON,  MASS. 
PHILADELPHIA,  PA. 
PORTLAND,  ME. 


SAN  DIEGO 
and   -j     LOS  ANGELES 

SAN  FRANCISCO 


OAKLAND 

ASTORIA 

PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through  Bills-of-Lading  to  Hawaiian  Islands  and  the  Far  East 


NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owners  and  Operators  U.  S.  Shipping  Board  Ships 

136  South  4th  Street,  Philadelphia  111   Summer  Street,  Boston  601   Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  2  Stone  Street,  New  York  142  South  Clark  Street,  Chicago 

or,  Admiral  Line,  Pacific  Coast  Ports 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Initial  Carrier  Liable  Under  State  Statute  for  Loss  on  Connect- 
ing Line  Notwithstanding  Limitation  of  Liability: 
(Court  of  Appeals  of  Georgia,  Div.   No.   2.)     The  receivers 
of  a  railroad  corporation  are  subject  to  suit  as  such  in  any  county 
in  which  the  corporation  may  be  sued  for  a  like  cause  of  action. 
Ball  vs.  Mabry,  91  Ga.  781,  18  S.  E.  64  (Director-General  of  Rail- 
roads vs.  Beard,  108  S.  E.  Kept.,  p.  310). 

Since  the  passage  of  the  act  of  1906  (Ga.  L.  1906,  p.  102), 
from  which  section  2777  of  the  Civil  Code  of  1910  was  codified, 
the  initial  carrier  in  an  interstate  shipment  "is  liable  for  loss 
occasioned  anywhere  en  route,  whether  on  its  own  lines  or  not, 
where  it  voluntarily  receives  the  shipment,  notwithstanding  an 
agreement  or  stipulation  in  a  bill  of  lading  limiting  liability 
to  loss,  damage,  or  injury  occurring  on  its  own  lines."  Heath 
vs.  Sandersville  R.  Co.,  23  Ga.  App.  255  (5),  98  S.  E.  92.— Ibid. 
It  being  clearly  apparent  that  the  bill  of  exceptions  was 
prosecuted  in  this  court  for  delay  only,  the  statutory  damages 
of  10  per  cent  (Civ.  Code  1910,  par.  6213)  are  awarded  to  the 
defendant  in  error. — Ibid. 
Limitation  of  Time  for  Bringing  Suit  Valid: 

(District  Court,  N.  D.,  Georgia.)  A  provision  in  a  bill  of 
lading  limiting  the  time  of  bringing  suit  for  loss  or  damage 
to  two  years  and  one  day  after  delivery  of  the  property  held 
valid  and  enforceable. — Leigh  Ellis  &  Co.  vs.  Payne,  agent,  274 
Fed.  Rept,  p.  443. 

Statutory   Extension   Because  of  Suit   Dismissed  Not  Applicable 
to  Limitation  in  Contract  with  Carrier: 
Park's  Ann.  Civ.  Code  Ga.,  par.  4381,  providing  that  a  suit 
in  renewal  of  one  dismissed,   but  which  had   been  brought  in 
time,  shall  stand  on  the  same  footing  as  to  limitations  as  the 
original  suit,  applies  only  to  statutory  limitations,  and  does  not 
extend  the  time  for  bringing  a  suit  barred  by  a  limitation  in  a 
contract  with  a  carrier. — Ibid. 

Under  Statute  Carrier  Not  Liable  to  Holder  of  Order  Bill  Lading 
for  Shortage  in  Weight  of  Package  Freight: 
Under  bills  of  lading  act,  Aug.  29,  1916,  par.  20  (Comp.  St., 
par.  8604jj),  where  a  carrier  loads  package  freight,  like  cotton 
in  bales,  it  is  required  to  state  in  the  bill  of  lading  only  the 
number  of  packages  and  such  marks  or  description  as  will  serve 
to  identify  them,  and  a  further  statement  in  an  order  bill  for 
baled  cotton  of  the  weight  of  the  shipment  is  voluntary  and 
gratutitous,  and  where  qualified  by  the  words  "subject  to  cor- 
rection" does  not  render  the  carrier  liable  to  a  holder  of  the  bill, 
under  section  22  (section  8604kk),  for  a  shortage  in  the  weight. 
—Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Railroad  Agreeing  to  Reserve  Steamship  Space  Held  Not  Liable 
on  Failure  of  Brokers  Through  Whom  Booked  to  Make 
Reservation: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  Where  a  railroad 
company,  which,  in  consideration  of  shipments  to  the  coast  over 
its  line,  was  accustomed  to  ascertain  from  steamship  companies 
whether  they  could  book  such  shipments  and  at  what  clearance 
and  rate,  and,  if  accepted,  to  send  confirmations  to  its  repre- 
sentatives on  the  coast,  who  exchanged  confirmations  with  the 
steamship  company,  agreed  with  an  exporter,  which  had  failed 
to  get  space,  "to  reserve  space  for  the  transportation  of,  and 
to  transport  or  cause  to  be  transported"  from  San  Francisco 
to  Japan,  a  cargo  of  pig  iron  at  $15  per  ton,  and,  finding  it  im- 
possible to  secure  space  directly,  booked  it  through  brokers  at 
such  rate,  which  was  cheaper  than  the  steamship  companies 
were  asking,  is  not  liable  for  breach  of  contract  on  the  failure 
of  the  brokers  to  reserve  space,  the  agreement  being  one  of 
agency,  though  the  railroad  failed  to  disclose  to  the  exporter 
the  steamship  with  which  it  had  booked  the  freight,  it  never 
having  been  able  to  ascertain  the  identity  thereof  from  the 
brokers,  the  exporter  having  made  no  objection  to  booking  the 
freight  through  brokers,  who  were  not  shown  to  be  irrespon- 
sible, and  there  being  no  denial  of  an  agent's  duty  to  his  prin- 
cipal.—Baldwin  Shipping  Co.,  Inc.,  vs.  Southern  Pac.  Co.,  274 
Fed.  Kept.,  p.  347. 


Compressed  Cotton  Properly  Measured  According  to  System  in 
Use  at  Port  of  Shipment,  Instead  of  System  in  Use  at  Place 
Where  Compressed: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Compressed 
cotton,  being  shipped  from  New  York  under  a  contract  guarantee- 
ing the  cotton  to  be  of  a  certain  density  to  the  cubic  foot,  should 
be  measured,  in  ascertainment  of  the  number  of  cubic  feet,  by 
the  New  York  System  of  measuring  a  bale  of  cotton,  around 
the  bulge  of  the  cotton  instead  of  by  the  system,  in  use  at  the 
place  where  the  cotton  was  compressed  and  other  southern 
ports,  of  measuring  the  bale  around  the  middle  band  between 
the  bulges  of  the  cotton — Barber  Steamship  Lines,  Inc.,  vs. 
N.  P.  Sloan  Co.,  274  Fed.  Rept.,  p.  365. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


Railroad  May  Be  Enjoined  from  Appropriating  Shipper's  Coal  to 

Avoid   Multiplicity  of  Actions: 

(Supreme  Court  of  Alabama.)  A  railroad,  appropriating  coal 
accepted  for  shipment  and  avowing  its  purpose  to  again  do  so 
if  occasion  arises  making  appropriation  of  such  coal  necessary 
to  the  continued  operation  of  the  railroad,  will  be  enjoined  from 
appropriating  a  shipper's  coal,  to  obviate  a  multiplicity  of  actions, 
notwithstanding  the  shipper's  remedy  at  law. — Mobile  &  O.  R. 
Co.  vs.  Zimmern,  89  Sou.  Rept.,  p.  475. 

No  balancing  of  the  conveniences  of  private  parties  will  be 
indulged  when  the  act  complained  of  is  tortuous  in  itself  as  well 
as  in  its  incidents,  and  the  preservation  of  a  clear  legal  right  is 
involved. — Ibid. 

Where  a  railroad  appropriates  coal  accepted  by  it  for  ship- 
ment on  the  theory  it  is  necessary  to  appropriate  the  coal  to  con- 
tinue operating  the  railroad  by  reason  of  a  coal  shortage,  and  that 
it  would  pay  the  shipper  therefor,  and  avows  its  purpose  to 
continue  the  appropriation  of  the  shipper's  coal  if  occasion 
arises,  the  shipper  will  not  be  denied  an  injunction  restraining 
the  railroad  from  continuing  to  appropriate  its  coal,  on  the 
ground  that  public  interests  will  suffer  thereby. — Ibid. 

Equity  will  exert  its  power  by  way  of  injunction  to  keep 
corporations  within  the  line  of  their  authority  and  to  com- 
pel obedience  to  the  Constitution  without  regard  to  the  fact  that 
they  may  be  trespassers  or  the  injuries  they  inflict  may  be 
irreparable.- — Ibid. 
Court  May  Require  Carrier  to  Accept  Goods  and  Deliver  Them 

at  Designated  Destination: 

Generally  a  court  may  compel  a  carrier  in  the  exercise  of 
its  public  duty  to  accept  goods  tendered  to  it  for  shipment,  and 
thus  impose  on  it  the  absolute  duty  to  deliver  them  at  their 
designated  destination. — Ibid. 
Order    of    Interstate    Commerce    Commission     Not    Reviewable 

Where  Evidence  on  Which  Based  Is  Not  Before  Court: 

(District  Court,  W.  D.,  Arkansas,  Texarkana  Division.)  A 
finding  by  the  Interstate  Commerce  Commission  that  a  prior 
order  making  an  allowance  to  tap  lines  for  the  haul  of  cars  from 
place  of  loading  to  the  junction  point,  based  on  mileage,  covered 
only  the  direct  movement  from  loading  to  junction  point,  and 
did  not  entitle  a  tap  line  to  include  additional  distance  neces- 
sary to  reach  a  weighing  scale,  on  the  ground  that  it  was  not 
shown  to  be  a  necessary  movement  by  such  line,  held  correct 
as  matter  of  law  and  not  reviewable  on  the  facts,  where  all  the 
evidence  on  which  it  was  based  is  not  before  the  court. — Louisi- 
ana &  P.  B.  Ry.  Co.  vs.  United  States,  274  Fed.  Rept.,  p.  372. 
Statutory  Authority  to  Regulate  Rates  Not  Affected  by  Contracts 

Between   Parties: 

(District  Court,  N.  D.,  Georgia.)  Where  a  statute  gives 
power  to  a  state  commission  to  regulate  telephone  rates,  they 
cannot  be  removed  from  such  power  by  contracts  between 
parties. — Southern  Bell  Telephone  &  Telegraph  Co.  vs.  Railroad 
Commission  of  Georgia  et  al.,  274  Fed.  Rept.,  p.  438. 
State  Commission  Held  Authorized  to  Prescribe  Division  of 

Telephone   Tolls: 

On  a  hearing  before  a  state  railroad  commission  between 
two  telephone  companies  relating  to  the  division  of  joint  tolls, 
the  commission  held  not  without  jurisdiction  because  the  notice 
to  the  parties  did  not  state  the  proposed  rates  and  their  division 
as  required  bj  statute,  where  both  parties  appeared  and  took 
part  in  the  hearing  without  objection,  and  where  each  knew  in 
advance  the  division  contended  for  by  the  other. — Ibid. 

A  state  railroad  commission,  having  statutory  authority  to 
make  joint  telephone  rates  and  provide  for  their  division,  held 
to  have  power  to  prescribe  the  division  of  tolls  between  a  com- 
pany operating  general  lines  and  a  local  company  with  whose 
exchange  such  general  lines  were  connected,  on  messages  going 
over  the  lines  of  both,  as  "joint  tolls,"  and  as  a  matter  of  public 
concern,  the  division  of  the  tolls  having  such  relation  to  the 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

300,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


The  W.  L.  Richcson  Co.,  Inc. 


EXPORT  SHIPPING 

FOR  ACCOUNT  OF  PRINCIPALS 

THROUGHOUT  the  WORLD 

FREIGHT  BROKERS  AND 
FORWARDERS 


(Main  Office) 
Suite  1317-1326  Hibernia  Bank  Building 

NEW  ORLEANS 

401  Produce  Exchange  2nd  Floor  Steele  Bldg. 

NEW  YORK  CITY  GALVESTON 


ANNOUNCES 
THE  OPENING  OF  ITS  OFFICE  AT 

KANSAS    CITY,    MISSOURI 

515  RAILWAY  EXCHANGE  BLDG. 
ON  OCTOBER  1st,  1921 

UNDER  THE  LOCAL  MANAGERSHIP  OF  MR.  K.  M.  WHARRY 


Merchandise 

STORAGE: 
DISTRI  BUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


San  Francisco  Warehouse  Co.,  sanF2rL™ct 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


R.  B.  YOUNG,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General      Storage  —  Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all     Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,    QA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carload  Distribution 

Members  American  Warehousemen's  Association  and  Aimries  I  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co.,  Ici 
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rates  themselves  as  might  make  a  change  in  the  latter  necessary. 
—Ibid. 

Interlocutory  Injur.it^on  Not  Denied  by  Federal  Court  B-cause 
of  Pending  Action  in  State  Court,  When  Stay  in  That  Court 
Not  as  Broad  as  Relief  Sought  in  Federal  Court: 
(District  Court,  D,  Minnesota,  Third  Division.)  Under  Judi- 
cial Code,  par.  266  (Comp.  St.,  par.  1243),  proceedings  for  an 
injunction  to  restrain  the  enforcement  of  state  statutes  or  ad- 
ministrative orders  will  only  be  stayed  because  of  the  pendency 
of  an  action  in  the  state  court  to  enforce  such  statute  or  order, 
when  the  action  in  the  state  court  is  such  that  the  same  issues 
can  be  framed  and  the  same  questions  considered  and  decided 
as  are  raised  in  the  federal  court,  and  the  temporary  relief 
granted  by  the  stay  in  the  state  court  must  be  of  as  broad  a 
scope  as  that  asked  in  the  federal  court;  and  hence  proceedings 
by  telephone  companies  to  enjoin  the  enforcement  of  existing 
rates  could  not  be  stayed,  where  the  stay  granted  by  the  state 
court  did  not  suspend  an  order  of  the  Railroad  and  Warehouse 
Commission  denying  increased  rates,  and  a  state  statute  for- 
bidding the  charging  of  different  rates  than  those  on  file  with 
the  commission. — Northwestern  Bell  Telephone  Co.  vs.  Hilton, 
Atty.-Gen.  et  al. ;  Tri-State  Telephone  &  Telegraph  Co.  vs.  same, 
274  Fed.  Kept.,  p.  384. 

In  Suit  to  Enjoin  Enforcement  of  Telephone  Rates,  Complaint 
Held  to  State  Cause  of  Action  Within  Jurisdiction  of  Federal 
Court: 

In  suits  by  telephone  companies  to  enjoin  state  officials  from 
enforcing  existing  telephone  rates  and  an  order  of  the  state  Rail- 
road and  Warehouse  Commission  denying  an  increase  of  rates, 
a  company  alleging  diversity  of  citizenship,  and  that  more  than 
$3,000  was  involved,  and  that  the  order  denying  an  increase  of 
rates  would  deprive  the  company  of  its  property  without  due 
process  of  law,  contrary  to  Const.  Amend.  14,  par.  1,  that  the 
existing  schedule  was  non-compensatory  and  conflscatory,  and 
that,  if  the  company  disregarded  the  order  and  the  existing 
schedule,  it  would  be  subject  to  criminal  prosecution  and  pun- 
ishment by  fine  or  imprisonment,  on  its  face  stated  a  cause  of 
action  within  the  jurisdiction  of  the  federal  court. — Ibid. 
Jurisdiction  of  Federal  Court  Determined  from  Plaintiff's  State- 
ment: 

The  jurisdiction  of  a  federal  court  is  to  be  determined  on 
the  statement  by  plaintiff  himself  in  his  complaint. — Ibid. 
Commission's  Investigation  of  Rates  and  Companies'  Application 
for   Temporary    Increases    Held    Distinct    Proceedings: 
Where    a    state    railroad    and    warehouse    commission    com- 
menced an  investigation  of  telephone  rates  on  its  own  initiative, 
and  before  completion  of  the  investigation  telephone  companies 
filed  applications  for  increased  rates  temporarily,  the  two  pro- 
ceedings were  independent,  and   relief   in  the   subordinate  pro- 
ceeding need  not  await  relief  in  the  main  proceeding,  nor  need 
the  relief  in  the  main  proceeding  depend  on  whether  the  relief 
in  the  subordinate  proceeding  was  granted  or  denied. — Ibid. 
Notwithstanding    Provision   for   Appeal   from    Order   of   Commis- 
sion,   Telephone    Company    Held    Authorized    to    Resort    to 
Federal   Court: 

Under  Laws  Minn.  .1915,  c.  152,  as  amended  by  Laws  1919, 
c.  183,  authorizing  the  district  court  to  modify  final  orders  of 
the  Railroad  and  Warehouse  Commission  fixing  telephone  rates 
and  charges,  if  unreasonable  or  unlawful,  and  preventing  the 
order  of  the  commission  from  becoming  final  until  decision  of 
the  appeal  to  the  district  court,  the  district  court  has  only 
judicial  power,  and  when  an  order  of  the  commission  was  made 
the  legislative  stage  had  come  to  an  end,  and  the  judicial  stage 
had  been  reached,  and  a  telephone  company,  whose  application 
for  increased  rates  was  denied,  might  resort  to  the  federal 
district  court  by  suit  for  injunction,  instead  of  resorting  to  the 
state  district  court. — Ibid. 

Telephone  Companies  Held  Entitled  to  Enjoin  Enforcement  of 
Old  Rates,  Pending  Investigation  Before  Commission: 
Where  a  state  railroad  and  warehouse  commission  com- 
menced an  investigation  of  telephone  rates  on  its  own  initiative, 
pending  which  telephone  companies  made  applications  for  tem- 
porary increases  in  rates,  which  were  denied  by  the  commission, 
the  telephone  companies  could  sue  in  a  federal  court  to  enjoin 
enforcement  of  the  order  denying  the  temporary  increases, 
though  the  main  proceeding  was  still  pending  before  the  com- 
mission, where  it  was  Ifkely  to  continue  for  a  very  considerable 
period  of  time. — Ibid. 

Restraining  Order  Permitting  Charging  of  Increased  Rates, 
Granted,  Pending  Application  for  Interlocutory  Injunction: 
Pending  an  application  for  an  interlocutory  injunction  against 
the  enforcement  by  state  officials  of  existing  telephone  rates 
and  an  order  of  a  state  commission  denying  temporary  increases, 
where  it  appears  that  the  existing  rates  are  confiscatory,  that  the 
companies  have  been  trying  for  several  months  to  get  temporary 
relief,  and  that  every  day's  delay  is  important  and  perhaps  vital, 
and  it  cannot  be  told  when  the  application  for  an  interlocutory 
injunction  can  be  heard  by  three  judges  as  required  by  law,  a 
temporary  restraining  order,  granting  an  increase  in  rates  until 
the  hearing  of  such  application,  will  be  granted,  on  conditions 
protecting  customers  in  case  it  is  finally  determined  that  the 
increase  ought  not  to  have  been  granted. — Ibid. 


Personal  Notes 


Frank  G.  Pick,  who  has  been  traffic  manager  for  the  Flint 
Chamber  of  Commerce  for  the  last  four  years,  has  been  appointed 
managing  director  of  the  Port  Huron  Chamber  of  Commerce. 
Prior  to  his  connection  with  the  Flint  chamber,  where  he  re- 
organized the  traffic  department,  Mr.  Pick  spent  two  years  as 
assistant  to  the  traffic  manager  of  the  Chamber  of  Commerce 
at  Fort  Wayne.  He  began  his  traffic  work  in  1899,  when  he 
entered  the  employ  of  the  Pennsylvania  lines,  advancing  suc- 
cessively to  rate  clerk  and  accountant.  In  1903  he  became  rate 
expert  and  litigation  claim  clerk  for  the  Southern  Railway,  at 
St.  Louis,  where  he  remained  until  1908,  when  he  entered  the 
service  of  Armour  &  Co.,  Chicago,  as  supervisor  of  fertilizer 
rates.  Between  1912  and  1915  he  acted  as  special  rate  clerk 
for  the  Studebaker  Corporation.  Mr.  Pick  will  assume  his 
new  duties  November  15. 

A.  Brostedt  has  been  appointed  ge.neral  traffic  agent  for  the 
Canadian  National  Railways,  at  Shanghai,  China. 

John  T.  Wray  has  been  appointed  division  freight  agent  for 
the  southwestern  region  of  the  Pennsylvania  Railroad,  at  Louis- 
ville, vice  Frank  G.  Maus,  who  has  been  promoted  to  division 
freight  agent,  central  region,  at  Cleveland.  Mr.  Wray  is  suc- 
ceeded as  division  freight  agent,  central  region,  at  Erie,  Pa.,  by 
George  Berg. 

The  Norfolk  and  Western  Railway  has  announced  the  fol- 
lowing appointments:  G.  J.  Curran,  traveling  freight  agent  at 
Toledo,  vice  J.  E.  Horsman,  who  resigned;  Harry  Siegwald, 
traveling  freight  agent,  at  Toledo;  C.  E.  Maurer,  Detroit  freight 
agent,  at  Detroit;  J.  W.  Skeen,  traveling  freight  agent,  Columbus, 
Ohio. 

Joseph  J.  Hickey  and  Harry  L.  Bliss  have  resigned  as  traffic 
representatives  for  the  Transmarine  Corporation,  at  Port  New- 
ark, N.  J.,  to  accept  positions  as  commercial  agents  for  the  Erie 
Railroad,  in  New  York  City. 

Under  pretense  that  they  wanted  to  consult  him  about  a 
knotty  matter  that  had  come  up  in  conference,  the  Interstate 
Commerce  Commissioners  inveigled  Edgar  E.  Clark,  former 
chairman,  to  the  conference  room  October  22  and  gave  him  a 
silver  tea  service  as  a  mark  of  their  appreciation  of  its  public 
service  and  their  kindly  personal  feelings  for  him.  The  pres- 
entation was  made  by  Chairman  McChord.  Mr.  Clark  made  a 
brief  response. 

Examiner  Frederick  E.  Brown,  for  several  years  assistant 
to  former  Chairman  Clark,  and  a  member  of  the  board  ap- 
pointed to  determine  claims  of  the  carriers  growing  out  of 
federal  control,  has  resigned.  In  a  service  of  more  than  twelve 
years  with  the  Commission,  Mr.  Brown  gained  a  reputation  as 
a  tariff  expert  and  as  an  authority  on  problems  of  procedure. 
The  present  code  of  safety  regulations  for  the  transportation 
of  explosives  and  other  dangerous  articles,  which  has  been 
adopted  by  several  foreign  countries,  was  prepared  by  Mr. 
Brown  and  his  assistants.  After  November  1  he  will  be  con- 
nected with  the  firm  of  Clark  &  LaRoe. 

At  the  annual  meeting  and  banquet  of  the  Oklahoma  Indus- 
trial Traffic  League  in  Oklahoma  City  the  evening  of  October 
17,  E.  N.  Adams,  secretary  and  traffic  manager  of  the  Tulsa 
Traffic  Association,  was  elected  president  and  F.  J.  Wright, 
assistant  to  Manager  Driscoll,  of  the  Oklahoma  City  Traffic  Asso- 
ciation, was  elected  secretary-treasurer. 

Walter  I.  Chudleigh  has  been  appointed  import  freight  agent 
of  the  Canadian  Pacific,  M.  St.  P.  and  S.  Ste.  Marie,  and  D.  S.  S. 
and  A.,  with  headquarters  at  Chicago,  succeeding  John  J.  Mor- 
ton, transferred  to  New  York  as  foreign  freight  agent. 


DOINGS   OF   THE   TRAFFIC   CLUBS 

The  Lansing  Traffic  Club,  Lansing,  Mich.,  will  hold   its  annual 
banquet   at   the   Lansing   Chamber   of    Commerce,    November   3. 


At  the  annual  election  of  the  Traffic  Club  of  Wichita,  held 
October  6,  the  following  officers  were  elected:  President,  J.  H. 
Wilcox,  traffic  manager,  Johnston-Larimer  D.  G.  Co.;  first  vice- 
president,  F.  E.  Walling,  district  freight  and  passenger  agent, 
Missouri  Pacific  Railway;  second  vice-president,  George  R. 
Graves,  traffic  manager,  Dold  Packing  Co.;  directors,  G.  P.  Nis- 
sen,  traffic  manager,  Sterling  Oil  &  Refining  Co.;  C.  M.  Morri- 
son, traffic  manager,  Arkansas  Valley  Interurban  Railway;  H.  L. 
McReynolds,  traffic  manager,  White  Eagle  Oil  &  Refining  Co.; 
secretary,  H.  G.  Watts,  Wichita  Freight  Audit  Co.;  treasurer, 
F.  L.  Partridge,  traffic  manager,  Otto  Weiss  Milling  Co. 


Officers  of  the  Traffic  Managers'  Club  of  the  Brooklyn  Cham- 
ber of  Commerce  have  been  elected  for  the  coming  year  as 
follows:  President,  P.  L.  Gerhardt,  general  manager,  Bush 
Terminal  Co.;  vice-president,  E.  J.  McAllister,  traffic  manager, 
Alart  &  McGuire  Co.;  secretary,  F.  E.  Grace,  traffic  secretary, 
Brooklyn  Chamber  of  Commerce;  executive  committee,  chair- 
man, J.  A.  Hoffman,  general  traffic  manager,  American  Manu- 
facturing Co.;  W.  F.  Wenz,  traffic  manager,  New  York  Dock  Co.; 


October  29,  1921 


THE    TRAFFIC     WORLD 


899 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 
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Rft^D  MeNALLV  &  CO 


Note  carefully  the  large  distributing  territory  we 
reach  and  the  service  we  are  offering  with  our  Three 
Fast  Through  Manifest  trains  leaving  Kansas  City 
each  day. 

Our  yard  equipment  of  32  switch  engines  at 
Kansas  City  insures  perfect  service  to  and  from 
connecting  lines. 

INCREASE  YOUR   BUSINESS 

BY  USING  THIS  LINE 
Short  Line  to  Mexia-Groesbeck  Oil  Fields 

ROUTE  YOUR  TRAFFIC  CARE 
The  Kansas  City  Southern  Ry. 

WE  WILL  DO  THE  REST 


H.  A.  WEAVER,  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice-Prei. 
Kitnsai  City,  Mo. 


North  China 
Line 

.  (Columbia  Pacific  Shipping  Company) 

tf  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Yokohama, 

Kobe,   Shanghai,   Tsingtao,   Tientsin 

(Taku  Bar),  Chinwangtao  and 

Dairen 

Sailings  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  fl.g  A-l  Steel  St.amer.) 
SS  "VINITA"  November  21 

SS  "WEST  KADER"  December  12 

SS  "WEST  KEATS"  January  2 

SS  "WEST  N1VAR1A"  January  23 

Portland  «•  Shanghai,  Manila  ™*  Hongkong 

SS  "WEST  CAYOTC"         December  17 

Transhipment   at   Shanghai   to   American    River   steamers    for 
Nanking.    Pukow.    Hankow    and     other     open 

Yangtse   River   ports. 
FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden     &     ChristenSOtl,     General   Eastern  Agents 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 

Board  of  Trade  Building,  Portland,  Oregon 


Rate  Reductions! 
W-A-T-C-H ! 


THE    Commission   has   ordered   the    reduced 
rates  on  Grain,  Grain  Products,  Hay,  etc., 
made  effective  on  five  days'  notice — all  reduc- 
tions to  be  effective  not  later  than  November  20th. 

Tariffs  containing  the  reduced  rates  will  begin 
reaching  Washington  shortly.  We  are  keeping 
our  SERVICE  patrons  fully  posted  by  wire  con- 
cerning all  reduced-rate  actions  by  carriers  or  the 
Commission,  advising  reference,  the  new  rates, 
effective  dates,  etc.  A  wire  or  letter  order  from 
you  will  result  in  INSTANT  advice  regarding  any 
matters  of  interest  to  you  in  this  connection,  as 
the  same  take  place. 

LET  US  PUT  YOU  ON  OUR  "W-A-T-C-H-I-N-G" 

list,  thus  insuring  you  UP-TO-THE-MINUTE 
advice. 

THE    CHARGE    FOR    THIS 
SERVICE  IS  REASONABLE 

The  Traffic  Service  Corporation 

"AT  YOUR  SERVICE" 

505  Colorado  Bldg.          Washington,  D.  C. 
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G.  F.  Covert,  traffic  manager,  E.  W.  Bliss  Co..;  R.  D.  Simons, 
traffic  manager,  Mergen thaler  Linotype  Co.;  E.  W.  Margetts, 
traffic  manager,  Jones  Bros.  Tea  Co.;  J.  F.  Smith,  treasurer,  The 
Sterling  Piano  Co. 


Frederick  H.  Wood,  general  attorney  and  commerce  counsel 
for  the  Southern  Pacific,  spoke  to  the  members  of  the  Traffic 
Club  of  New  York,  October  25,  on  the  subject  of  "The  Economic 
Readjustment  and  the  Railroads."  Mr.  Wood  told  the  traffic  men 
to  be  of  good  cheer,  since,  in  his  opinion,  there  "can  never  be 
another  surrender  like  that  which  preceded  the  passage  of  the 
Adamson  act."  He  explained  the  impossibility  of  the  granting 
of  rate  reductions  by  the  carriers  without  a  corresponding  re- 
duction in  operating  expenses  and  said  the  roads  were  prepared 
to  face  the  situation  of  a  strike  rather  than  recede  from  the 
position  announced  by  them — that  of  wage  reductions  as  a  step 
toward  rate  reductions.  At  the  conclusion  of  the  talk,  the  traffic 
men  adopted  a  resolution  pledging  their  support  to  the  railroads 
in  the  event  of  a  strike. 


PERFECT  PACKAGE  MONTH 

The  Committee  on  Freight  Claim  Prevention  of  the  Freight 
Claim  Division,  A.  R.  A.,  and  the  American  Railway  Express 
Company  are  putting  the  finishing  touches  to  plans  for  "Perfect 
Package  Month,"  which  is  to  be  observed  throughout  the  United 
States  and  Canada  in  November. 

The  purpose  of  the  movement  is  to  stimulate  further  public 
interest  in  good  packing  of  shipments  and  to  enable  the  carriers 
to  improve  the  transportation  service  of  the  country.  In  Novem- 
ber, an  examination  of  all  shipments  sent  by  freight  or  express 
will  be  conducted,  to  obtain  information  as  to  the  best  shipping 
methods  carried  on  by  the  various  trades  and  industries. 

In  every  city  and  town,  the  railroad  and  express  people  are 
forming  campaign  committees,  to  co-operate  with  local  shippers' 
associations,  in  carrying  out  the  plans  announced  for  "Perfect 
Package  Month."  "Exception  Reports"  will  be  made  out  for  all 
faulty  shipments  discovered  and  these  reports  will  be  sent  to  the 
shippers'  association  for  tabulation,  to  ascertain  how  high  a 
percentage  for  perfect  packages  the  shippers  of  that  city  have 
attained. 

At  the  conclusion  of  the  movement  the  record  of  each  city 
for  "Perfect  Package  Month"  will  be  tabulated  and  published 
broadcast.  The  leading  city  will  be  exploited  because  of  its 
perfection  in  shipping  methods.  Considerable  rivalry  has  been 
aroused  among  traffic  organizations  which  have  determined  to 
make  their  cities  the  leader  of  "Perfect  Package  Month." 

November  was  selected  for  the  campaign,  as  the  carriers 
are  in  a  position  where  they  can  give  more  careful  examination 
of  passing  traffic,  and  could  in  fact  handle  at  least  25  per  cent 
more  business. 

Every  city  or  town  throughout  the  United  States  and  Canada 
that  ships  by  rail  and  water  will  be  informed  of  these  plans  and 
be  asked  to  aid  in  carrying  them  out.  The  entire  working  or- 
ganizations of  all  of  the  railroads,  express  companies,  and  steam- 
ship lines  are  also  to  be  enlisted  in  the  campaign,  comprising  a 
force  of  nearly  2,000,000  men. 

In  connection  with  the  campaign  the  National  Industrial 
Traffic  League  has  issued  the  following  circular  to  its  members: 

No  doubt  you  are  familiar  with  the  perfect  package  campaign  to 
be  conducted  jointly  by  the  American  Railway  Association  and  the 
American  Railway  Express  Company,  during  the  month  of  November. 
The  league's  committee  on  claim  prevention  has  considered  this  mat- 
ter and  has  decided  to  ask  every  member  of  the  league  to  co-operate 
with  the  railroads  and  express  companies  in  the  effort  to  accomplish 
the  greatest  good  to  shippers  and  carriers  alike,  as  a  result  thereof. 
The  league  is  always  anxious  to  bring  into  full  view  any  transportation 
weaknesses,  whether  on  the  part  of  carriers  or  shippers  and  we  are 
particularly  anxious  to  emphasize  this  point  and  play  our  part  fully 
to  that  end. 

Many  members  have  expressed  a  difference  of  opinion  as  to  the 
percentage  of  responsibility  for  loss  and  damage  claims  due  to  the 
railroads  own  shortcomings  in  transportation,  or  poor  packing  by 
shippers.  Your  committee  feels  sure  these  opinions  will  be  tempo- 
rarily set  aside  until  the  results  of  this  campaign  have  been  ascer- 
tained. 

On  November  8,  the  day  preceding  the  league's  next  annual  meet- 
ing, it  is  proposed  to  hold  a  special  meeting  by  this  committee  at 
the  rooms  of  the  Chicago  Traffic  Club,  at  7:30  p.  m.,  when  any  mem- 
bers of  the  league  who  are  broadly  Interested  in  claim  prevention 
may  submit  such  matters  for  further  investigation  or  development, 
riease  communicate  with  the  undersigned,  announcing  your  inten- 
tion to  be  present  and  the  subject  you  wish  to  discuss. 

ALABAMA  AND  MISSISSIPPI  ABANDONMEN 
R.  V.  Taylor,  receiver  of  the  Alabama  &  Mississippi  rail- 
road companies  of  Alabama  and  Mississippi,  has  been  author- 
ized by  the  Commission  to  abandon  the  lines  of  railroad  of  said 
companies,  extending  from  Vinegar  Bend,  Ala.,  to  Pascagoula, 
Miss.,  a  distance  of  about  75  miles.  The  two  companies  were 
treated  as  constituting  one  railroad.  The  territory  traversed 
by  the  road  consists  largely  of  cut-over  timber  lands,  and  most 
of  the  road's  traffic  has  been  negligible.  For  the  five  years  end- 
ing December  31,  1920,  the  operations  resulted  in  a  net  deficit 
of  $51,658.14,  of  which  $28,661.81  was  incurred  in  1920,  the  Com- 
mission said.  The  principal  points  along  the  road,  with  the 
exception  of  Leakesville,  the  Commission  said,  are  served  by 
other  railroads. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic   World   Washington  Bureau 

In  the  week  ended  October  15  the  railroads  loaded  906,034 
cars  of  revenue  freight,  the  largest  number  of  cars  for  any  week 
since  November  12,  1920,  when  the  total  was  919,909  cars,  accord- 
ing to  the  weekly  report  of  the  car  service  division  of  the  Amer- 
ican Railway  Association.  As  compared  with  the  week  ended 
October  8,  there  was  an  increase  of  10,294  cars,  but  a  decrease 
of  112,505  cars  as  compared  with  the  loading  of  a  year  ago, 
when  1,018,539  cars  were  loaded.  That  week  in  1920  was  one 
of  the  record  weeks  for  loading. 

The  loading  of  grain  and  grain  products  showed  continued 
decrease,  which  is  seasonal,  although  the  number  of  cars  loaded 
was  still  well  above  the  loading  in  the  corresponding  week  of 
last  year.  The  loading  of  live  stock  showed  a  marked  gain 
and  was  the  heaviest  of  any  week  since  November,  1920.  The 
loading  of  commercial  coal  continued  to  increase,  the  figures  for 
the  week  ended  October  15  being  the  highest  of  any  week  this 
year. 

Loading  of  forest  products  showed  a  marked  increase  over 
the  previous  week  and  the  number  of  cars  was  the  largest  of 
any  week  since  February,  1921.  The  loading  of  miscellaneous 
freight  also  was  the  highest  of  any  week  during  this  year. 
Loading  of  coke  was  greater  than  in  any  week  since  March  12, 
1921. 

The  loading  of  ore,  however,  was  the  lowest  of  any  week 
since  that  of  May  7,  1921. 

The  loading  by  districts  in  the  week  ended  October  15  and 
the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,932  and  6,406; 
live  stock,  3,332  and  3,156;  coal,  48,327  and  60,830;  coke,  1,923 
and  3,931;  forest  products,  4,437  and  8,024;  ore,  1,166  and  10,238; 
merchandise,  L.  C.  L.,  61,715  and  48,991;  miscellaneous  84487 
and  105,390;  total,  1921,  214,319;  1920,  246,966;  1919,  233,721. 

Allegheny  district:  Grain  and  grain  products,  2,948  and 
2,649;  live  stock,  3,550  and  3,530;  coal,  53,436  and  67,128;  coke, 
2,674  and  6,866;  forest  products,  2,951  and  3,492;  ore,  2,945  and 
13,989;  merchandise,  L.  C.  L.,  47,427  and  40,358;  miscellaneous, 
58,829  and  76,593;  total,  1921,  174,760;  1920,  214,605;  1919,  201,531. 

Pocahontas  district:  Grain  and  grain  products,  212  and  82; 
live  stock,  474  and  469;  coal,  25,137  and  23,604;  coke,  172  and 
1,050;  forest  products,  1,242  and  1,680;  ore,  11  and  336,  mer- 
chandise, L.  C.  L.,  5,527  and  5,327;  miscellaneous,  4,060  and 
5,138;  total,  1921,  36,835;  1920,  37,694;  1919,  36,184. 

Southern  district:  Grain  and  grain  products,  3,547  and 
2,953;  live  stock,  2,289  and  2,522;  coal,  26,415  and  29,059;  coke, 
456  and  1,566;  forest  products,  16,986  and  18,579;  ore  489  and 
3,350;  merchandise,  L.  C.  L.,  40,087  and  36,519;  miscellaneous, 
41,268  and  40,790;  total,  1921,  131,537;  1920,  135,338;  1919,  122,- 
953. 

Northwestern  district:  Grain  and  grain  products,  15,575 
and  14,013;  live  stock,  9,035  and  9,525;  coal,  11,108  and  11,620; 
coke,  741  and  1,734;  forest  products,  12,722  and  14,216;  ore, 
13,655  and  44,394;  merchandise,  L.  C.  L.,  29,184  and  29,115; 
miscellaneous,  42,680  and  43,322;  total,  1921,  134,700;  1920  167,- 
939;  1919,  161,725. 

Central  western  district:  Grain  and  grain  products,  12,960 
and  10,636;  live  stock,  14,102  and  13,027;  coal,  21,956  and  27,516; 
coke,  218  and  473;  forest  products,  7,200  and  7,069;  ore,  724  and 
3,385;  merchandise,  L.  C.  L.,  32,101  and  31,487;  miscellaneous, 
56,922  and  51,920;  total,  1921,  146,183;  1920,  145,513;  1919, 
142,440. 

Southwestern  district:  Grain  and  grain  products,  4,198  and 
4,071;  live  stock,  3,428  and  2,827;  coal,  5,127  and  6,914;  coke, 
148  and  150;  forest  products,  7,479  and  7,252;  ore,  799  and  737; 
merchandise,  L.  C.  L.,  16,500  and  17,895;  miscellaneous,  30,021 
and  30,638;  total,  1921,  67,700;  1920,  70,484;  1919  63,524. 

Total,  all  roads:  Grain  and  grain  products,  48,372  and  40,- 
810;  live  stock,  36,210  and  35,056;  coal,  191,506  and  226,671; 
coke,  6,332  and  15,778;  forest  products,  53,017  and  60,312;  ore, 
19,789  and  76,429;  merchandise,  L.  C.  L.,  232,541  and  209,692; 
miscellaneous,  318,267  and  353,791;  total,  1921,  906,034;  1920. 
1,018,539;  1919,  972,078. 


SOUTHERN    RAILWAY   BONDS 

The  Commission  has  granted  authority  to  the  Southern 
Railway  to  sell  not  exceeding  $5,655,000  of  first  consolidated 
mortgage  5  per  cent  gold  bonds,  for  the  purpose  of  providing 
funds  for  the  redemption  of  an  equal  amount  of  first  mortgage 
bonds  of  the  Georgia  Pacific  Railway  Company,  which  mature 
January  1,  1922.  The  Commission  said  the  bonds  should  be 
disposed  of  at  approximately  85%,  but  that  in  no  event  should 
the  net  return  be  less  than  81  per  cent  of  the  principal  amount 
of  the  bonds  sold. 


CARS    IN    BAD   ORDER 

The  total  number  of  freight  cars  in  bad  order  on  October 
15  was  354,996,  or  15.5  per  cent  of  the  total  number  of  cars  on 
line,  compared  with  364,372  cars,  or  15.8  per  cent,  on  October 
1,  according  to  compilations  made  by  the  car  service  division 
of  the  American  Railway  Association. 
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— express  service  at  freight  rates 
across  the  Pacific 

12  Days  to  Yokohama 
14  Days  to  Kobe 
18  Days  to  Shanghai 
22  Days  to  Hong  Kong 

SAILINGS 

*SS  KEYSTONE  STATE    .     .     .  November    5  SS  ELDRIDGE    .     .  November  30 

*SS  SILVER  STATE November  26  *SS  PINE  TREE  STATE   .     .     .     December  10 

[  Combination  21,000  ton  freight  and  passenger  liners,  speed  i?H  knots.     Through  bills  of  lading  issued  in  connection  with  our  feeder 

servic.es  and  other  lines.) 

FAST,  FREQUENT  COASTWISE  SERVICE 

Between 

SEATTLE  PORTLAND 

TACOMA  SAN  FRANCISCO 

VICTORIA  LOS  ANGELES 

VANCOUVER  SAN  DIEGO 

and  all  Alaska  Point* 
For  Additional  Sailing  Date*,  Kate*,  Detailed  Information  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 
L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Agencies  All  Cities  Pacific  Coast  and  Orient 

Pacific  Coast  Agents — Nawsco  Line — Fast  Intercoastal  .X*"        —make  the 

Freight  Service  between   East  and  West  Coast  Ports,    -x"^ 

American  Flag 


your  shipping  guide 


A  N  Y  W  H  I 


ON  "HI  P  AC  I  Fl  C 


MIRAL  LINE 


H  .  R  AI-E.XAN  DE.  R.     PR  E  S  I  D  EL  MT 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


ABOLITION  OF  LABOR  BOARD 

Editor  The  Traffic  World: 

The  writer  is  in  full  harmony  with  the  sentiment  expressed 
in  the  article  "Labor  Board  a  Menace,"  published  in  your  issue 
October  15,  and  also  with  the  action  of  the  Traffic  Club  of 
Chicago. 

It  is  evident  that  the  public  is  realizing  that  the  Labor 
Board  has  failed  to  accomplish  its  purpose,  and  right  now  is  the 
opportunity  of  all  railroad  executives  to  fall  in  line  with  public 
opinion  and  insist  on  their  right  to  manage  their  own  affairs, 
at  least  in  regard  to  spending  their  own  money,  even  if  a  limit 
is  placed  on  their  earnings.  No  blame  can  be  attached  to  the 
personnel  of  the  Labor  Board,  who,  no  doubt,  used  their  best 
judgment  with  the  data  at  their  disposal;  but  it  appears  to  me 
to  be  an  impossible  task  for  any  individual  body  to  plan,  and 
put  into  effect  with  any  degree  of  success,  a  uniform  scale  of 
wages  for  railroad  employes  of  approximately  three  hundred 
different  roads,  each  operating  under  different  conditions,  and 
in  various  territories.  A  scale  of  wages  paid  by  railroads  in  one 
section  of  the  country  may  be  altogether  prohibitive  in  another 
section,  and  while  the  principle  may  appear  to  be  satisfactory 
in  theory,  it  is  no  more  practical  with  the  railroads  than  it 
would  be  with  industrial  corporations.  The  railroads  are  again 
(or,  rather,  supposed  to  be)  under  private  control,  and  the 
question  of  wages  paid  to  their  employes  should  be  a  matter 
of  concern  to  each  individual  road  only,  and  not  placed  in  the 
hands  of  a  governmental  body  to  determine  what  the  amount 
shall  be. 

The  fallacy  of  appointing  a  Railroad  Labor  Board  is  clearly 
shown  by  their  inability  to  settle  disputes  which  have  developed 
into  a  threatened  nation-wide  strike,  and  the  public  is  naturally 
not  in  sympathy  with  the  railroad  unions  at  this  time,  in  view 
of  the  fact  that  reduced  operating  expense  is  essential  to  adjust- 
ment in  rates.  Less  legislation  and  a  more  efficient  business 
principle  in  railroading,  is  the  basis  for  profitable  operation. 
Niagara  Falls,  N.  Y.,  Oct.  21,  1921.  B.  Scrivener. 


RATE  COMMITTEES  DEFENDED 

Editor  The  Traffic  World: 

With  reference  to  a  certain  letter  reproduced  in  The  Open 
Forum  bearing  on  the  question  of  railroad  rate  committees: 

In  the  first  paragraph  of  that  letter  there  was  this  state- 
ment: "If  there  are  any  shippers  perfectly  well  satisfied  with 
the  present  method  of  handling  rate  applications,  let  them  speak 
up."  Without  trying  to  enter  into  any  controversy  with  anyone, 
we  would  like  to  express  an  opinion  in  answer  to  the  invitation 
above  quoted. 

It  is  a  known  fact  that  the  present  system  of  regulating 
freight  rates  is  not  100  per  cent  perfect.  No  innovation  in  the 
question  of  rate  making  is  perfect  at  its  inception,  and  naturally 
the  present  plan  has  shown  some  defects,  but  any  fair  minded 
traffic  man  must  admit  that  the  present  method  of  regulating  the 
freight  rates  is  a  very  decided  improvement  over  that  which 
existed  prior  to  federal  control.  Certainly  it  is  a  very  desirable 
thing  for  the  shippers  of  the  country  to  be  given  an  opportunity 
of  a  fair  and  open  discussion  before  an  open  tribunal  of  any 
rates  before  they  are  published.  The  language  of  the  Interstate 
Commerce  Commission  (34,  I.  C.  C.  579-80,  and  25,  I.  C.  C.  451) 
clearly  indicates  what  the  opinion  of  that  body  is  with  respect 
to  the  present  method  of  regulating  the  freight  rates  of  the 
country,  and  unquestionably  it  is  a  great  advantage  over  previous 
conditions. 

We  have  occasion,  at  times,  to  go  before  the  eastern  commit- 
tees and  in  each  and  every  instance  were  given  every  considera- 
tion. We  have  not  had  occasion  to  appear  before  the  Pittsburgh 
committee,  which  is  cited  in  the  article  above  referred  to,  and, 
therefore,  cannot  speak  authoritatively  of  the  action  of  that  com- 
mittee, but  we  can  speak  authoritatively  for  our  section  of  the  coun- 
try. We  have  had  occasion  after  occasion  to  docket  subjects  with 
the  standing  rate  committee  of  the  Western  Trunk  Lines.  We  have 
had  opportunity  to  present  our  views  in  opposition  to  many 
other  subjects  that  have  been  docketed,  and  in  each  and  every 
instance  we  have  been  given  every  consideration;  and  by  this, 
we  do  not  mean  to  say  that  the  committee  has  agreed  with  us 
in  every  case,  but  they  have  weighed  fairly  and  honestly  all  of 
the  evidence  submitted  by  shippers*  representatives,  both  for 
and  against  the  propositions  as  submitted. 

The  personnel  of  the  standing  rate  committee,  Western 
Trunk  Line,  is  exceptional  in  that  each  roan  is  of  broad  experi- 


ence in  railroad  traffic  work,  and  further  in  the  fact  that  each 
is  big  enough  to  look  without  bias  on  the  merits  of  any  proposi- 
tion submitted  to  them.  Further  than  this,  the  committee  as  a 
body,  is  courageous  enough  to  make  any  recommendation  that 
in  its  judgment,  seems  right  and  fair,  all  things  considered. 

In  the  letter  above  mentioned,  it  is  intimated  that  the 
quicker  the  railroads  individually  begin  to  make  their  own 
freight  rates,  the  better  it  would  be  for  all  concerned.  In  answer 
to  that,  we  would  say  that  the  quicker  individual  action  is  abso- 
lutely abolished,  and  the  sooner  freight  rates  concocted  at  private 
sessions  and  published  over  night  for  the  special  benefit  of  cer- 
tain interests  (and  98  per  cent  of  all  the  freight  rates  made 
on  the  spur  of  the  moment  are  made  for  this  reason),  are  abolished 
entirely,  the  better  it  will  be  for  all  concerned.  No  freight  rate, 
except  as  an  emergency  proposition,  should  be  reduced  or  ad- 
vanced on  short  notice  without  all  parties  at  interest  being 
given  an  opportunity  of  being  heard.  This  is  the  valuable  work 
of  the  rate  committees  of  the  country,  and  it  is  most  desirable. 

It  is  true  that  the  efficacy  of  the  standing  rate  committees 
throughout  the  country  is  measured  entirely  by  the  freedom  in 
which  they  are  allowed  to  operate;  but,  so  far,  in  so  far  as  our 
western  situation  is  concerned,  we  have  no  occasion  for  com- 
plaint on  this  ground. 

We  have  seen  from  time  to  time  various  unfair  criticisms 
of  the  rate  committees,  and,  while  there  may  be  certain  instances 
where  the  work  of  the  rate  committees  might  have  been  im- 
proved, on  a  general  proposition,  speaking  purely  on  the  stand- 
point of  the  West,  we  are  more  than  willing  to  see  the  system 
as  initiated  by  the  Western  lines  and  followed  by  the  other  lines 
throughout  the  United  States  of  the  rate  committees  carried  on 
in  the  manner  in  which  they  are  now  functioning.  If  the  ship- 
pers will  lend  a  little  co-operative  thought  and  effort  to  the  rate 
committees,  and  will  curtail  so  much  of  their  abuse,  we  think 
that  the  system  as  a  whole  will  work  out  to  the  entire  satisfac- 
tion of  the  shipping  public  as  well  as  the  railroads. 

F.  S.  Keiser,  Traffic  Commissioner, 
Commercial  Club  of  Duluth. 

Duluth,  Minn.,  October  21,  1921. 


INCREASES  IN  RATES 

Editor  The  Traffic  World: 

The  writer  has  noted  with  interest  the  suggestion  made  by 
J.  C.  Field,  traffic  manager  of  the  Elmira  Chamber  of  Commerce, 
with  respect  to  future  increases  in  rates  so  that  the  burden  will 
not  be  placed  on  long-distance  traffic. 

The  proposal  made  by  Mr.  Field,  however,  simply  reverses 
the  situation  and  the  short  distance  traffic  is  penalized  by  mak- 
ing the  rate  so  high  that  low  grade  traffic,  at  least,  could  not 
move  thereunder  and  shipments  would  be  diverted  to  motor 
truck  routes. 

Another  thing  that  Mr.  Field  has  overlooked  is  that  the 
percentages  which  he  suggests  would  make  an  inconsistent  mile- 
age scale  or  rate  adjustment.  When  changes  were  made  from 
one  percentage  to  another  the  result  would  be  that  the  rate  scale 
would  be  a  series  of  steps  and  in  some  instances  the  rates  for 
longer  distances  would  be  less  than  they  were  for  the  shorter 
ones.  As  an  example;  the  following  distances,  rates  prior  to 
August  26,  1920,  the  present  rates,  and  those  proposed  under  the 
application  of  Mr.  Field's  percentages  would  be  as  follows: 

Miles  Old  Rate  Present  Suggested 

20  27%  38%  48 

25  29  40%  50% 

30  30  42  52% 

35  32  45  48 

40  33  46  49% 

45  34%  48%  51% 

In  working  out  a  scale  based  on  mileage  rates  which  were 
in  effect  in  Central  Freight  Association  territory  prior  to  the 
advance  under  Ex  Parte  No.  74,  I  find  that  for  55  miles,  the 
rate  was  37  cents;  for  100  miles,  44%  cents  and  for  150  miles, 
50%  cents. 

If  the  percentages  suggested  by  Mr.  Field  were  applied  to 
these  rates  the  result  would  be  that  the  rate  would  be  55%  cents 
for  the  three  distances  of  55  miles,  100  miles  and  150  miles. 
The  writer  does  not  feel  like  criticising  constructive  sug- 
gestions and  believes  that  the  proposal  might  work  out  to  ad- 
vantage so  that  long  haul  business  would  not  suffer  like  it  does 
under  the  present  method  of  making  flat  percentage  increases. 
This  might  be  accomplished  by  retaining  the  percentage  arrange- 
ment which  Mr.  Field  suggests  for  rates  Over  50  cents,  scaling 
down  from  10  per  cent  to  2  per  cent,  but,  instead  of  using  the 
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THERE  are  more  than 
5,000  "Pennsylvania" 
Tank  Cars  In  the  Penn- 
sylvania Tank  Line. 
These  cars  are  leased  to 
producers,  refiners  and 
marketers  of  Petroleum 
and  other  Liquid  Prod- 
ucts. Information  rela- 
tive to  leases  and  opera- 
tion may  be  obtained 
from  any  of  the  district 
offices. 

PENNSYLVANIA  TANK  LINE 

SHARON,  PA. 

N«w  York  St.  Loui* 

Houston  San  Francisco 


Built  as  Carefully  as  the 

Locomotive  That  Hauls  It 


design  and  sturdy  construction  of  "Pennsylvania"  Tank  Cars  embody 
engineering  improvements  and  patented  features  that  have  been 
thought  out  as  carefully  as  those  on  the  modern  locomotive. 

The  New  Type  A-l  Center  Sill,  the  "Pennsylvania"  Center  Anchorage,  the 
Maximum  Dome  Outage,  and  the  simplified  "Pennsylvania"  Uncoupling  Rod 
Arrangement — all  these  are  distinctively  "Pennsylvania"  features  found  only 
on  the  "Pennsylvania"  Tank  Car. 

"After  All,  Service  Counts" 

THE  PENNSYLVANIA  TANK  CAR  COMPANY 


New  York 


SHARON,  PA. 

St.  Louie  Houston 


San  Francisco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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higher  percentages  which  he  shows,  it  is  the  writer's  belief  that 
in  no  case  should  the  increases  in  rate  exceed  50  per  cent. 
H.  F.  Masman,  Manager,  Traffic  Dept., 
National  Association  of  Waste  Material  Dealers,  Inc. 
New  York,  N.  Y.,  October  19,  1921. 

SECTION  28,  JONES  ACT 

Editor  The  Traffic  World: 

This  section  of  the  law  has  come  recently  before  the  public 
and  has  been  discussed  from  various  angles. 

It  is  recalled  that,  under  certain  conditions,  preferential 
rates  may  be  made  for  shipments  moving  from  the  interior  to 
the  seaboard  when  the  traffic  is  to  move  in  American  ships. 
We  are  told  that  it  is  contrary  to  treaty  obligations.  Do  treaty 
obligations  go  ahead  of  domestic  law? 

The  point  which  seems  to  have  been  overlooked  or  ignored 
is  covered  by  the  question,  "who  pays  the  freight?"  Ninety 
per  cent  or  more  of  the  foreign  business  is  done  upon  terms 
c.  i.  f.  (cost,  insurance  and  freight).  The  shipper  supplies  the 
goods,  pays  freight  and  insurance,  and  upon  presentation  of  the 
usual  documents,  gets  his  money.  Title  to  the  property  passes 
to  buyer,  whether  the  purchase  is  at  the  interior  or  at  the 
seaboard. 

It  has  always  been  a  recognized  principle  that  he  who  pays 
the  freight  may  select  the  route. 

In  foreign  business,  banks  buy  drafts.  Quite  naturally,  the 
draft  must  be  supported  by  security,  collateral,  or  whatever  we 
may  want  to  call  it. 

There  is  an  expression  that  it  is  desirable  to  make  our 
people  "ship  minded."  This  probably  means  that  our  people 
become  interested  in  their  own  ships.  Perhaps  there  is  no 
better  way  to  accomlish  this  than  by  making  it  profitable  to 
them  to  use  our  shi-^s  and  to  bring  this  to  their  attention 
through  the  medium  of  a  saving  in  freight. 

It  certainly  is  most  desirable  to  have  our  people  interested 
in  their  own  ships.  We  have  been  fed  up  on  dope  composed 
of  half  truths  and  whole  misrepresentations  as  to  how  much 
better  others  can  do  the  sea-carrying  business.  Since  we  have 
come  into  the  business,  we  have  had  innumerable  examples  of 
performances  by  our  ships  which  show  that  our  ships,  our  men 
and  our  methods  are  quite  as  good  as  the  best. 

There  has  been  plenty  of  what  Lloyd  George  calls  "the 
froth  of  sloppy  thinking"  and  the  time  is  fast  approaching  when 
it  will  be  necessary  to  come  down  to  brass  tacks. 

North  Atlantic  and  Western  S.  S.  Company, 
J.  D.  Hashagen,  Traffic  Manager. 

Boston,  Mass.,  Oct.  19,  1921. 


PROPER  WAGES  FOR  LABOR 

Editor  The  Traffic  World: 

I  have  been  greatly  interested  in  the  articles  which  appear 
every  week  in  The  Traffic  World  regarding  reduction  of  freight 
rates  and,  as  we  are  in  the  manufacturing  business,  our  life, 
of  course,  depends  upon  the  railroads. 

Now,  understand,  I  have  been  studying  the  situation  from 
both  sides,  and  I  am  neutral. 

The  railroad  executives  decided  at  tneir  meeting  in  Chicago 
to  make  a  10  per  cent  reduction  in  wages.  Now,  do  you  think 
this  is  fair  to  men  with  families  that  are  now  making  $150  per 
month  and  under?  And  everyone  knows  that  is  acquainted 
with  the  railroads  that  there  are  thousands  of  these  men  all 
over  the  country,  and  this  is  where  the  Labor  Board  is  needed 
to  see  that  justice  is  done,  and  they  should  have  the  backing  of 
all  the  people. 

I  believe  that  certain  organizations  should  be  cut  10  per 
cent,  and  some  high  salaried  men  as -much  as  20  per  cent,  and 
if  they  want  to  strike,  let  them  strike,  and  everyone  unite  and 
fight  them  to  a  finish.  These  organizations  are  the  ones  that 
are  holding  the  poorly  paid  men  down  and  keeping  freight  rates 
out  of  reason.  And  there  could  also  be  a  great  deal  of  house 
cleaning  done  outside  of  union  organizations,  which  would  help 
a  great  deal  in  reducing  freight  rates. 

This  company  does  not  only  believe  in  paying  a  man  enough 
for  his  mere  existence,  but  a  salary  that  will  enable  him  to 
live  and  not  only  have  the  necessities  of  life,  but  so  he  can  put 
a  little  away  each  month,  and  I  believe  that  if  this  policy  was 
practiced  more,  we  would  have  lots  of  better  citizens.  Of  course, 
you  always  find  men  who  will  take  advantage  of  anything,  and 
these  are  the  men  that  should  be  dealt  with  severely,  and  not 
all  made  to  suffer.  Laboring  people  will  not  take  enough  in- 
terest in  their  work  when  living  from  hand  to  mouth.  Future 
gives  a  man  ambition,  and  his  employers  will  gain  instead  of 
losing  by  making  a  future  for  him. 

M.    G.    Howard,    Traffic    Manager, 

Lange  Soap  Company. 

San  Antonio,  Texas,  October  20,  1921. 


CHANGE   IN   DOCKET 

Argument  in  1180,  Belber  Trunk  &  Bag  Co.  vs.  W.  J.  &  S. 
et  al.,  assigned  for  Oct.  28  at  Washington,  was  postponed  to 
a  date  to  be  hereafter  fixed. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Traffic  S«rrlc«  Corporation,  Colorado  Building,  Washington,  D.  C. 


Delay — Measure  of  Damages 

Illinois. — Question:  The  writer  has  read  your  reply  to  his 
question  (page  618  of  the  September  24  issue  of  The  Traffic 
World),  with  reference  to  the  measure  of  damages  on  shipments 
delayed,  causing  deterioration  and  market  decline,  and  either 
the  question  submitted  you  was  not  clearly  stated,  or  your  reply 
is  a  general  statement,  for  the  reason  that  you  have  not  spe- 
cifically said  which  of  these  two  instances,  in  your  judgment, 
represented  the  true  nature  of  damages  for  which  the  carriers 
should  be  made  liable. 

We  note  you  state  that  the  consignee  can  only  recover  the 
full  amount  of  his  loss  or  damage.  As  a  matter  of  fact,  car 
being  due  on  the  market  of  August  17,  had  it  arrived,  the  con- 
signee could  not  possibly  have  obtained  more  than  $960  for  his 
car  on  that  date,  but,  due  to  the  fact  that  when  car  did  arrive 
there  had  been  an  advance  in  market,  could  have  sold  for  $1,280. 

The  question  is,  whether  or  not  the  true  measure  of  dam- 
age is  on  the  latter  basis. 

Answer:  For  unreasonable  delay  in  the  transportation  of 
goods,  as  distinguished  from  injury  suffered  by  the  goods  in 
consequence  of  the  delayed  delivery,  the  shipper  is  entitled  to 
recover  the  difference  between  the  market  value  of  the  goods 
at  the  time  and  place  at  which  delivery  should  have  been  made 
and  the  market  value  at  the  time  and  place  when  delivery  was 
actually  made. 

If  injury  to  the  goods  results  from  unreasonable  delay  in 
transportation,  the  shipper  may  recover,  not  only  the  difference 
in  the  market  value  thereof  at  the  time  they  were  delivered, 
but  he  is  entitled  also  to  recover  damages  for  injury  to  the  goods. 

However,  in  the  event  that  the  market  price  at  destination 
is  higher  on  the  day  on  which  the  shipment  arrived  than  it  was 
on  the  day  it  should  have  arrived,  it  seems  evident  that  for 
delay  to  the  goods  there  can  be  no  recovery,  as  the  shipper  has 
not  been  damaged. 

Where,  however,  injury  to  the  goods  is  suffered  in  conse- 
quence of  the  delayed  delivery,  recovery  may  be  had  for  the 
injury  to  the  goods,  and  the  basis  of  recovery  is,  In  accordance 
with  the  decisions  of  the  courts  in  numerous  cases,  the  difference 
between  the  reasonable  market  value  of  the  goods  at  destination 
in  the  condition  they  would  have  been  in  had  they  been  de- 
livered within  a  reasonable  time  after  shipment,  and  their  market 
value  in  the  condition  in  which  they  were  at  the  time  they  did 
arrive.  See  Lyons  vs.  Grand  Trunk  Ry.  Co.  of  Canada,  152 
N.  W.  88,  and  Smith  vs.  C.  R.  I.  &  P.  Ry.  Co.,  170  S.  W.  324. 

In  the  instant  case,  if  $960  was  the  market  value  on  August 
17  and  $700  the  market  value  of  the  goods  in  their  deteriorated 
condition  on  August  21,  the  carrier  is  liable  for  the  difference 
between  the  market  value  when  they  should  have  arrived — 
namely,  August  17 — and  their  market  value  in  their  deteriorated 
condition  when  they  did  arrive — namely,  August  21;  that  is, 
the  difference  between  $960  and  $700,  or  $260. 

Liability  of  Consignee  for  Destruction  of  Goods  Held  for  Salvage 

Iowa. — Question:  The  consignee  receives  a  shipment  of 
flour — a  portion  of  which  is  very  badly  damaged  by  oil.  There 
is  no  possible  chance  for  the  consignee  to  recondition  this  flour 
or  sell  it  at  his  place  of  business.  There  are  two  courses  he 
can  follow,  one  being  to  refuse  to  take  the  flour  from  the  rail- 
road, and  the  other  being  to  take  it  in  to  his  warehouse  at  the 
request  of  the  railroad,  file  claim  and  hold  the  salvage  for 
disposition  of  the  carrier. 

While  the  goods  are  still  in  the  possession  of  the  consignee 
and  before  claim  has  been  paid  or  disposition  given  by  the  rail- 
road, the  consignee  has  a  fire  and  the  salvage  flour  is  totally 
destroyed.  What  liability  attaches  to  the  consignee  in  connec- 
tion with  the  destruction  of  the  salvage  goods? 

Answer:  The  consignee  may  not  refuse  to  receive  a  ship- 
ment which  has  been  damaged  in  transit.  His  duty  is  to  accept 
the  goods  and  dispose  of  them  to  the  best  advantage,  unless 
the  character  of  the  property  is,  by  the  negligence  of  the  carrier, 
so  changed  that  it  cannot  be  applied  to  the  original  use  of  the 
property. 

Assuming  that  the  damaged  goods  are  wholly  worthless  to 
the  consignee  and  that  he  is  in  a  position  to  prove  this  fact, 
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Gulfport  Harbor,  Guliport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 


No  wharfage  charges. 

No  handling  charges  on  lumber  and  articles 

taking  lumber  rates. 
No  charges  for  storage  in  open  storage  yards. 


No  handling  from  cars  to  shipside.  Each 
car  is  placed  alongside  ship  with  con- 
tents in  reach  of  ship's  tackle,  avoiding 
breakage,  shortage  and  defacement. 


Nearly  two  miles  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 

Served  by  the 

GULF  AND  SHIP  ISLAND  RAILROAD 


Inquiries  as  to  the  advantages  of  this  port  are  solicited. 


T.  E.  Harris,  Traffic  Manager 

Gulf  and  Ship  Island   Railroad 


Gulfport,    Mississippi 
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then  the  consignee  is  holding  the  goods  merely  as  a  gratuitous 
bailee  for  the  carrier. 

In  the  instant  case,  we  are  of  the  opinion  that  the  con- 
signee is  not  liable  unless  it  can  be  proved  that  the  damage 
was  caused  through  gross  negligence  on  his  part,  for  the  reason 
that  where  goods  are  held  by  one  party  for  the  sole  benefit  of 
another  party,  the  bailee  or  person  holding  the  goods  is  bound 
to  exercise  slight  diligence  only,  and  is  responsible  only  for 
gross  negligence.  Gross  negligence,  in  this  connection,  has 
been  defined  as  nothing  more  than  the  failure  to  bestow  the 
care  which  the  property  in  his  possession  demands,  and  it  has 
also  been  stated  to  be  the  general  rule  that  the  gratutitous 
bailee  must  exercise  the  same  care  with  respect  to  the  property 
that  an  ordinary,  prudent  and  careful  person,  in  this  situation, 
would  bestow  on  his  own  property  of  the  same  character. 

Damages — Measure  of 

Kansas. — Question:  Some  of  our  western  railroads  appear 
to  have  adopted  the  policy  of  requiring  claims  for  loss  or  dam- 
age in  transit  to  be  based  on  the  market  value  at  the  time  and 
place  where  the  goods  should  have  been  delivered  rather  than 
the  price  at  which  the  goods  were  invoiced  at  the  time  of  ship- 
ment. 

Of  course,  we  are  more  or  less  acquainted  with  the  deci- 
sions upon  which  this  policy  is  based.  But  we  would  like  to 
know  if  the  adoption  of  this  policy  by  the  carriers  for  any  and 
all  claims  of  this  nature  is  defensible.  And  if  this  rule  is  to 
apply  to  present  claims,  why  may  it  not  also  be  made  to  apply 
to  claims  filed  and  collected  in  the  past  when  the  market  price 
of  our  particular  commodity  was  almost  uniformly  higher  at 
time  and  place  of  delivery  than  the  invoice  price?  In  other 
words,  if  we  accept  the  carriers'  present  position,  may  we  re- 
open old  claims  and  collect  the  market  price  of  lost  or  damaged 
goods  on  this  same  theory? 

And  who  is  to  be  the  judge  of  a  proper  valuation  at  destina- 
tion under  the  attempted  arrangement?  Many  times  it  would 
be  exceedingly  difficult  to  determine  the  proper  valuation  on 
lost  and  damaged  goods. 

Apparently  the  carriers  are  undertaking  to  put  t 
into  effect  at  a  time  when  the  average  value  of  commodities  is 
declining  while  they  are  in  transit,  thereby  reducing  the  amount 
of  carrier's  liability.  But  it  so  happens  that  our  commodity 
fluctuates  about  as  much  one  way  as  it  does  the  other,  so  that 
the  result  would  not  change  greatly  on  the  average.  But  we 
do  object  to  the  amount  of  detail  involved  in  the  valuation  of 
lost  or  damaged  goods  on  a  basis  of  the  market  at  time  and 
place  of  delivery. 

In  spite  of  some  decisions  to  the  contrary,  we  still  cling 
to  the  belief  that  when  we  deliver  a  hundred  dollars'  worth 
of  merchandise  to  the  carrier,  it  should  be  responsible  to  us 
for  the  safe  delivery  of  the  commodity  or  the  return  to  us  in 
dollars  and  cents  of  such  portion  of  the  consignment  as  was 
not  properly  deliverable.  Please  advise  us  as  surely  as  may  be 
in  the  premises. 

Answer:  In  case  of  loss  of,  or  injury  to,  goods,  the  carrier 
is  liable  for  all  damages  proximately  resulting  from  the  carrier's 
breach  of  duty,  and  the  amount  thereof  is,  under  the  rule  of 
the  common  law,  to  be  determined,  in  the  event  of  damage  to 
the  shipment,  by  the  difference  between  the  value  of  the  goods 
at  the  time  and  place  of  delivery  in  an  uninjured  condition  and 
their  value  in  the  depreciated  condition  in  which  they  are  de- 
livered, while  in  the  event  of  loss  the  carrier  is  liable  for  the 
market  value  of  the  goods  at  the  place  of  destination  at  the 
time  when  delivery  of  the  goods  should  have  been  made. 

Where  the  goods  lost  or  damaged  are  without  market  value, 
the  actual  or  intrinsic  value  must  govern,  and  any  facts  by 
which  the  fair  valuation  of  the  goods  may  be  arrived  at  may  be 
submitted. 

It  should  be  understood,  however,  that,  as  the  liability  of  a 
carrier  for  loss  of,  or  damage  to,  goods,  is  that  fixed  by  the 
decisions  of  the  courts,  the  voluntary  settlement  of  claims  for 
loss  or  damage  is  necessarily  influenced  to  a  great  extent,  if 
not  entirely,  by  the  legal  liability  of  the  carriers  and,  that, 
therefore,  as  the  destination  market  value,  if  there  is  one,  is 
the  basis  of  recovery  in  a  court  action,  the  carriers  may  right- 
fully insist  upon  this  value  being  used  in  the  voluntary  settle- 
ment of  claims  for  loss  or  damage. 

Where  there  is  an  established  market  value,  as  in  the  case 
of  grain  or  live  stock,  it  is  comparatively  easy  to  determine 
the  value  to  be  used  in  the  voluntary  settlement  of  a  claim, 
but  where  is  no  established  or  easily  determined  market  value, 
the  settlement  of  claims  upon  the  destination  value  will  neces- 
sarily be  troublesome  and,  in  case  of  dispute,  as  in  any  other 
matter,  only  a  jury  can  settle  the  question  after  considering 
all  of  the  facts  submitted  to  it. 

Ordinarily,  where  there  is  nothing  more  than  a  simple  pay- 
ment, the  acceptance  of  a  less  sum  of  money  in  satisfaction 
of  a  greater  sum  due  will  not  be  sufficient  to  sustain  a  plea  of 
accord  and  satisfaction,  but  where  the  creditor,  in  order  to  avoid 
suit  on  an  account,  the  result  of  which  he  is  doubtful,  agrees 
to  receive  any  sum  in  full  satisfaction  of  the  amount  claimed 
to  be  due  on  the  account  and  the  debtor  pays  the  sum  agreed 


upon,  such  agreement  of  payment  will  completely  discharge  the 
debtor  from  liability.  In  other  words,  a  receipt  in  full  operates 
as  a  release,  especially  if  the  amount  of  the  debt  is  doubtful 
at  the  time  of  the  receipt,  or  where  the  creditor  was  mistaken 
regarding  the  amount  due,  or  failed  to  exercise  sufficient  pre- 
caution to  ascertain  the  amount  due.  Therefore,  if  the  circum- 
stances surrounding  the  settlement  of  your  claim  were  such  as 
not  to  amount  to  an  accord  and  satisfaction,  they  may  be  re- 
opened and  settled  upon  the  proper  basis. 

Damages — Delay   in    Furnishing   Cars 

Michigan. — Question:  Under  date  of  May  2,  we  placed  order 
with  carrier  for  three  cars  to  load  grain.  These  cars  were 
furnished  and  loaded  on  May  7,  10  and  17.  On  May  7  we  placed 
order  with  same  carrier  for  one  car  to  load  grain  for  immediate 
-oading.  This  car  was  not  placed  and  loaded  until  May  17. 
In  the  meantime  our  customer  canceled  the  contract  account 
delay  in  shipment.  We  resold  the  car  to  him  on  May  17  at 
a  loss  of  2  cents  per  bushel  from  the  original  price. 

Can  the  carrier  be  held  liable  for  this  loss  account  their 
failure  to  furnish  equipment?  If  so,  kindly  quote  court  decision 
covering,  if  possible. 

Answer:  It  is  the  duty  of  a  common  carrier  to  provide  and 
furnish  all  reasonable  and  necessary  facilities  for  the  prompt 
transportation  of  such  goods  as  it  holds  itself  out  to  the  public 
as  engaged  in  carrying,  and  in  such  quantities  as  might  rea- 
sonably and  ordinarily  be  expected  to  be  offered  for  transporta- 
tion. The  duty  of  a  carrier  to  furnish  reasonably  adequate 
service  is  commensurate  with  the  powers  and  privileges  con- 
ferred upon  the  carrier,  and  in  the  just  requirements  of  the 
public.  "Promptness  in  transportation,"  it  is  said,  "is  of  great 
ana  increasing  importance,  and  hence  common  carriers  should 
i  be  required  to  use  every  reasonable  means  and  to  take  every 
reasonable  precaution  to  insure  it." 

The  carriers  are  expected  to  be  prepared  with  the  equip- 
ment necessary  to  handle  the  average  traffic  offered  them,  but 
:  they  are  not  required  to  provide  facilities  to  meet  an  unexpected 
and  unprecedented  rush  of  business,  or  unusual  and  extraordi- 
nary contingencies,  which  ordinary  prudence  or  foresight  would 
not  anticipate. 

For  unreasonable  delay  in  furnishing  cars  for  transportation 
of  goods,  the  shipper  is  entitled  to  recover  the  difference  be- 
tween the  market  value  of  the  goods  at  the  time  they  should 
have  arrived  at  destination  and  their  value  at  the  time  when 
they  actually  did  arrive. 

Loss  in  Shipment  Moving  Under  Clear  Seal   Record 

Maryland. — Question:  We  have  various  claims  for  loss  of 
grain  (wheat)  in  transit.  Cars  are  examined  by  an  inspector 
of  the  railroad  before  loading  and  are  taken  from  our  private 
siding  to  the  local  railroad  yard,  where  they  are  (a)  given  by 
the  belt  line  serving  our  siding  to  the  A  and  B  Railroad,  which 
latter  railroad  afterward  weighs  said  car  on  track  scales;  (b) 
taken  by  the  belt  line  to  their  local  yards  and  hauled  some 
seventeen  miles  to  a  connecting  line  and  then  weighed,  railroad 
weights  (cars  weighed  after  loaded)  at  time  agreeing  with  our 
weights  and  at  times  tending  to  support  out-turn  weights.  Our 
weights  are  by  Richardson  Automatic  Self-dump  tested  scales. 

Cars  arrived  at  terminal  elevators,  Baltimore,  showing  signs 
of  leaking,  but  under  original  seals.  Leakage  indicated  at  grain 
doors.  Railroad  denies  responsibility,  claiming  shipper  at  fault 
in  not  properly  applying  grain  doors.  Shipper  has  experienced 
elevator  man  and  states  doors  were  properly  applied. 

Railroad  is  supposed  to  furnish  necessary  and  proper  equip- 
ment to  safely  transmit  grain  and,  since  shipper  employs  ex- 
perienced man  who  claims  grain  doors  were  properly  applied, 
ought  we  to  have  trouble  collecting  claims?  Are  there  any 
decisions  on  this  point? 

Answer:  A  carrier  cannot  escape  responsibility  for  his  fail- 
ure to  provide  cars  reasonably  fit  for  the  transportation  of  the 
particular  class  of  goods  which  he  undertakes  to  carry,  and  any 
defect  therein  will  make  him  answerable  to  his  common-law 
liability  for  the  safety  of  the  goods,  except  when  the  loss  may 
occur  from  an  act  of  God,  the  public  enemy,  the  fault  of  the 
shipper  or  the  inherent  nature  of  the  goods.  In  case  special 
preparation  is  required  to  make  a  car  fit  for  the  shipment  of  a 
particular  commodity,  the  task  of  special  preparation  usuallj 
devolves  upon  the  shipper.  This  for- the  reason  that  if  the  car- 
rier has  provided  a  car  suitable  for  the  shipment,  and  dunnage 
or  other  protection  is  required,  because  of  the  nature  of  the 
freight,  the  duty  of  providing  that  protection  ordinarily  rests 
upon  the  shipper.  In  the  case  of  Farmers  Co-operative  Associa- 
tion vs.  C.  B.  &  Q.  Ry.  Co.,  34  I.  C.  C.  65,  the  Commission  said: 
"ever  since  grain  has  been  shipped  in  bulk,  shippers  have  been 
required  to  place  the  grain  doors.  We  are  of  the  opinion  that 
such  a  requirement  is  not  unreasonable.  It  is  an  incident  of 
loading  and  should  properly  be  perfromed  by  the  shipper." 

Furthermore,  in  Claims  for  Loss  and  Damage  of  Grain, 
48  I.  C.  C.  546,  in  dealing  with  this  question,  the  Commission 
said:  "Some  carriers  decline  to  pay  claims  where  the  loss  is 
attributable  to  the  faulty  installation  of  grain  doors  by  shippers; 
others  assume  liability  because  of  the  impossibility  or  difficult 
of  proving  the  shipper's  negligence.  If  the  installation  of  grain 
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Route  Your  Import  Coffee 
Through  Galveston 

Recent  rate  adjustments  brought  about  by  the  Galveston  Commercial  Association  enable  coffee 
roasters  and  importers  to  bring  their  coffee  through  this  port  at  the  same,  or  lower  rates,  than  apply 
from  any  other  port,  providing  the  point  to  which  the  shipment  is  consigned  is  located  in  the 
territory  shown  on  the  above  map. 

In  addition  to  this  advantage,  we  have  excellent  concrete  storage,  conditioning  and  assorting 
sheds,  at  shipside,  which  eliminate  the  necessity  for  trucking  and  other  expensive  handling.  These 
sheds  are  served  by  all  trunk  lines  entering  the  port. 

You  Realize  a  Distinct  Saving 

on  the  movement  without  sacrificing  the  efficient  handling  of  the  cargo  or  in  any  way  jeopardizing 
your  interest.  Many  others  have  taken  advantage  of  the  opportunity  and  we  believe  it  will  pay 
you  to  investigate. 

"Follow  the  line  of  least  resistance  and  ship  through  Galveston." 
For  rates,  data  or  other  information,  address 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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doors  and  cooperage  is  a  shipper's  duty,  there  necessarily  exists 
an  obligation  to  use  due  care  in  performing  it.  Where  the 
carriers  furnish  adequate  grain  doors,  lumber  or  other  cooperage 
material,  which  they  do  not  always  do,  and  specifications  for 
the  use  thereof,  they  should  not  be  expected  to  pay  for  losses 
occasioned  by  the  snipper's  negligence."  Where,  therefore,  the 
loss  arises  from  the  fault  or  negligence  of  the  shipper,  and 
the  carrier  has  not  been  guilty  of  some  negligent  act  or  omis- 
sion, without  which  the  loss  could  not  have  occurred,  the  courts 
have  uniformly  held  that  the  loss  must  be  borne  by  the  shipper. 
See  Hutchinson  on  Carriers,  Vol.  E,  section  328. 

On  the  other  hand,  it  has  been  held  that  if  a  carrier  re- 
ceives the  quantity  of  wheat  stated  in  the  bill  of  lading  and 
delivered  a  less  quantity,  it  is  liable  for  the  difference;  that 
where  the  bill  of  lading  recited  that  it  covered  a  certain  quan- 
tity of  wheat  and  the  car  arrived  at  destination  with  seals  intact 
and  the  carrier  showed  that  it  inspected  the  car  before  placing 
the  same  for  shipment,  and  that  no  leak  was  discovered  and 
that  the  car  was  inspected  twice  en  route  and  no  leak  was 
discovered,  but  nevertheless  at  destination  the  car  did  not  con- 
tain the  amount  of  wheat  shown  in  the  bill  of  lading,  the  carrier 
was  responsible  for  such  difference,  unless  it  could  prove  that 
the  quantity  was  not  in  fact  delivered  to  it.  See  Baker  vs. 
Dittlinger  Roller  Mills  Co.,  203  S.  W.  798. 

Liability    of   Telegraph    Company    for    Negligence    in    the    Trans- 
mission  or   Delivery   of   Message 

New  York. — Question:  Recently  we  suffered  on  two  occa- 
sions loss  caused  by  errors  in  the  Western  Union  Telegraph 
Company.  In  one  case  the  message  was  confused  and  in  the 
other  the  message  was  not  delivered. 

It  seems  that  I  remember  reading  in  The  Traffic  World 
some  time  ago  that  the  liability  of  the  Western  Union  was  lim- 
ited to  the  amount  assessed  for  the  transmission  of  a  message, 
but  it  is  possible  that  I  have  this  confused  with  cable  messages. 
We  will  appreciate  very  much  if  you  will  define  liability  of  the 
telegraph  company  in  such  cases  as  mentioned  above. 

Answer:  While  the  Supreme  Court  of  the  United  States  has 
held  that  in  telegrams  passing  from  one  state  to  another,  a 
stipulation  on  the  back  of  a  regular  printed  form,  upon  which 
messages  are  written,  that  a  telegraph  company  will  not  be 
liable  for  mistakes  or  delays  in  the  transmission  or  delivery 
of  an  unrepeated  message,  beyond  the  amount  received  for 
sending  the  same,  is  valid  and  binding  (see  Western  Union 
Telegraph  Co.  vs.  Esteve  Brothers  &  Co.,  41  Supreme  Court  584, 
decided  June  1,  1921),  the  Interstate  Commerce  Commission, 
under  docket  8917,  and  11524,  61  I.  C.  C.  541,  investigated  the 
rules  of  the  telegraph  companies  limiting  their  liability  for 
negligence  in  the  transmission  or  delivery  or  for  non-delivery 
of  unrepeated  and  repeated  interstate  messages  and  prescribed 
reasonable  rules  for  the  future. 

Under  the  rules  prescribed  by  the  Commission  the  liability 
of  the  telegraph  companies  for  errors  or  delays  in  the  trans- 
mission or  delivery  or  for  non-delivery  of  unrepeated  messages 
is  the  acutal  loss  sustained,  but  not  to  exceed  $500;.  for  errors 
or  delays  in  the  transmission  or  delivery  or  for  non-delivery 
of  messages  received  for  transmission  at  the  repeated  rate,  the 
telegraph  companies  are  liable  for  the  actual  loss  sustained,  but 
not  to  exceed  $5,000;  and  for  errors  or  delays  in  the  transmis- 
sion of  valued  messages  the  measure  of  recovery  is  the  amount 
declared  by  the  sender  as  the  value  of  the  message. 

Claim — Notice  of 

Michigan. — Question:  I  have  filed  claim  against  the  Wells 
Fargo  Express  Company  for  $75,  covering  a  C.  O.  D.  shipment 
made  by  us  June  6,  1918.  Shipment  arrived  at  destination  and 
was  returned  upon  our  instructions,  after  the  express  company 
had  notified  this  company  that  same  was  on  hand  at  destination. 
Shipment  was  never  received  by  this  company  on  the  return 
move  and  the  express  company  take  the  stand  that,  inasmuch 
as  shipment  moved  over  three  years  ago,  their  company  have 
no  legal  obligations. 

Kindly  advise  what  issue  of  The  Traffic  World  ruled  on 
cases  of  this  nature.  If  I  remember  rightly,  your  company  pub- 
lished such  ruling,  but  I  am  unable  to  locate  same  at  this  writing. 

Answer:  We  do  not  locate  where  we  have  passed  upon  a 
situation  similar  to  that  covered  by  your  question.  We  have, 
however,  on  numerous  occasions  said  that,  where  a  claim  or 
notice  of  claim  is  not  given  to  the  carrier,  in  writing,  within 
four  months  after  a  reasonable  time  for  delivery  has  elapsed, 
the  claim  is  barred,  under  paragraph  seven  of  the  Uniform 
Express  Receipt. 

State  vs.  Interstate  Rates 

California. — Question:  We  have  had  several  instances  and 
have  heard  of  a  number  of  cases  of  late  where  there  has  been 
a  dispute  between  shipper  and  carrier  as  to  what  constitutes 
the  interstate  shipment  or  an  intrastate  movement  on  business 
moving  either  from  other  states  or  foreign  ports  through  the 
port  of  San  Francisco  for  shipment  into  interior  California 
points. 

We  have  before  us  a  copy  of  a  bill  of  lading  reading  from 
San  Francisco  to  an  interior  point  which  indicates  that  the  ship- 
ment originated  in  the  Orient  and  the  carrier  has  taken  the 


position  that  the  shipment  is  interstate  in  its  character,  not- 
withstanding the  fact  that  shippers  had  given  an  affidavit  that 
they  were  in  no  way  interetsed  in  the  importation  of  this  ship- 
ment, having  bought  same  f.  o.  b.  docks  San  Francisco.  Deci- 
sion by  you  will,  no  doubt,  interest  a  very  large  number  of 
subscribers  in  California. 

Answer:  If,  at  the  time  the  shipment  left  the  Orient,  the 
destination  was  San  Francisco,  the  mere  fact  that  the  shipment 
was  sold  by  the  consignor  at  San  Francisco  to  a  party  at  an 
interior  California  point,  either  while  the  shipment  was  in  transit 
or  after  arrival  at  San  Francisco,  does  not  make  the  movement 
from  San  Francisco  to  the  interior  California  point  an  interstate 
movement,  under  the  decisions  of  the  Supreme  Court  of  the 
United  States  in  G.  C.  &  S.  F.  Ry.  Co.  vs.  Texas,  204  U.  S.  403, 
and  C.  M.  &  St.  P.  Ry.  Co.  vs.  Iowa,  233  U.  S.  334,  unless,  of 
course,  the  shipments  were  reconsigned. 

If,  however,  at  the  time  the  shipment  left  its  origin  in  the 
Orient,  the  final  destination  had  been  fixed  as  the  interior  Cali- 
fornia point,  the  mere  fact  that  the  goods  were  sold  f.  o.  b.  San 
Francisco,  Calif.,  would  not  change  the  interstate  character  of 
the  shipment  from  San  Francisco  to  the  interior  California 
point.  Texas  &  N.  O.  vs.  Sabine  Tram  Co.,  227  U.  S.  111. 


FRUIT  AND  VEGETABLE  MOVEMENT 

The   Traffic   World    H'aslnngton  Bun-ait 

"The  month  ending  October  15  was  the  most  active  period  of 
the  season  for  car-lot  shipments  of  the  leading  fruits  and  vege- 
tables," the  Bureau  of  Markets  and  Crop  Estimates  says.  "  Dur- 
ing this  period  the  movement  totaled  over  23,000  cars  weekly. 
Shipments  reached  their  high  point  a  week  earlier  than 
season,  and  the  volume  was  somewhat  less  than  for  the  four 
corresponding  weeks  of  1920.  However,  because  of  the  earliness 
and  the  active  movement  of  many  important  crops  the  season's 
total  shipments  up  to  October  1  showed  an  excess  of  34,000  cars 
over  1920  and  had  exceeded  the  movement  of  the  1919  season 
by  about  the  same  number. 

"The  unusual  size  of  a  few  crops,  including  watermelons, 
cantaloupes,  and  lettuce,  helped  swell  the  record  of  this  year's 
very  active  trucking  season.  Of  15  leading  fruits  and  vegetables, 
11  exceeded  the  car-lot  movement  of  last  season.  Onions  and 
barreled  apples  were  the  only  lines  to  fall  materially  below  last 
season's  figures. 

"In  years  of  early  crops  shipments  decrease  rapidly  after 
October,  especially  when  there  has  been  an  active  early  move- 
ment. This  season  is  not  expected  to  be  an  exception,  and  the 
movement  is  expected  gradually  to  reach  the  customary  winter 
basis  of  8,000  to  10,000  cars  per  month. 

"One  prominent  feature  of  the  present  season  was  the  heavy 
spring  movement  of  spinach,  lettuce,  celery,  and  cabbage.  The 
heavy  shipment  of  watermelons  and  cantalxjpes  was  also  a 
feature,  as  was  the  early  activity  of  potatoes,  sweet  potatoes, 
and  apples." 


PETITIONS   FOR    REHEARING 

Minnesota  has  asked  for  a  rehearing  and  reargument  in 
finance  docket  1258,  application  of  the  Duluth  &  Northern  Min- 
nesota Railway  Company  for  a  certificate  of  public  convenience 
and  necessity  to  abandon  its  railroad  in  Minnesota. 

Respondent  in  I.  and  S.  1345,  In  the  matter  of  express  rates 
on  the  Bangor  &  Aroostook  Railroad  in  Maine,  has  asked  the 
Commission  for  a  rehearing  and  reargument  in  that  proceeding. 


VIRGINIAN    RAILWAY  BONDS 

The  Virginian  Railway  Co.  has  applied  to  the  Commission 
for  authority  to  issue  $1,807,000  par  value  of  its  first  mortgage 
5  per  cent  fifty-year  gold  bonds,  to  cover  expenditures  hereto- 
fore made  from  accumulated  earnings.  The  company  proposes 
to  pledge  the  bonds,  with  other  securities,  to  secure  the  pay- 
ment of  $2,000,000  to  the  government  for  additions  and  better- 
ments made  during  federal  control. 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  August 
shows  11,738  cars  held  overtime — a  percentage  of  06.01-— as 
against  13,493 — a  percentage  of  06.17 — for  August,  1920. 


N.  Y.  N.  H.  &  H.  NOTES 

The  Commission  has  authorized  the  New  York,  New  Haven 
&  Hartford  to  sell  $1,602,000  of  equipment  trust  notes  at  such 
price  that  the  total  cost  to  the  company  of  the  sale  thereof 
shall  not  exceed  7%  per  cent  annually  on  the  proceeds.  The 
proceeds  will  be  used  in  paying  promissory  notes. 


PERE    MARQUETTE    ABANDONMENT 

The  Pere  Marquette  Railway  Co.  has  been  authorized  by 
the  Commission  to  abandon  a  branch  line  between  Harrison 
and  Leota,  Mich.,  a  distance  of  9.88  miles.  The  line  was  built 
in  1897  as  a  logging  road,  and  the  fact  that  the  forest  products 
have  been  practically  exhausted  has  left  the  branch  without 
traffic  of  sufficient  amount  to  justify  its  operation,  the  Com- 
mission said. 
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EXPORTERS'  ENCYCLOPAEDIA 

The  1922—  Seventeenth  Annual  Edition 

MORE  THAN  A  BOOK—  A  SERVICE 

Advance  orders  accepted  now.  The  only  authoritative  and  complete  guide  for  exporting  manu- 
facturers. Contains  accurate  detailed  information  on  every  question  which  can  arise  in  connec- 
tion with  an  export  order. 

CONDENSED  TABLE  OF  CONTENTS 


Alphabetical  Index  of  Ports,  Cities  and 
Countries  of  the  World. 

Alphabetical  List  of  Steamship  Lines 
and  Agents. 

Approximate  Values  of  Foreign  Coins. 

Banks  and  Bankers  in  Foreign  Trade. 

Bills  of  Lading  (Arrangement  of). 

Cable  Rates. 

Commerce,  Industries,  etc.,  of  each 
Country. 

Commercial  Terms  (Explanation  of). 

Consignment  of  Goods. 

Consular  Invoices  (Facsimiles  and  In- 
structions). 

Consular  Regulations  (in  full  for  each 
country). 

Consuls  (American  and  Foreign). 


Conversion  Tables  of  Foreign  Curren- 
cies. 

Distances  from  New  York  (Table). 

Drawbacks  on  Export  Shipments. 

Foreign  Postage  Rates. 

Foreign  Weights  and  Measures  (Amer- 
ican Equivalents). 

Mail  Time  to  Foreign  Cities. 

Marine  Insurance. 

Metric  Weights  and  Measures. 

Minimum  Bills  of  Lading  (for  each 
shipping  route). 

Parcels  Post. 

Packing  for  Export. 

Postal  Money  Order  System  (Foreign). 

Protection  of  Trade  Marks  Abroad. 

Selling  American  Goods  Abroad. 


All  the  shipping  Routes  from  New  York,  Philadelphia,  Boston,  Baltimore,  Sa- 
vannah, New  Orleans  and  Pacific  Coast  Ports  to  all  parts  of  the  world, 
arranged  under  countries  which  they  serve.  Each  section  gives  complete 
detailed  information  concerning  the  regulations  and  requirements  of  each 
line  to  be  observed  by  the  shipper. 

"OUR  TEXT  BOOK  ON  EXPORT  MATTERS" 

"We  have  many  inquiries  from  our  members  engaged  in  foreign  trade  for  information  relative 
to  steamship  routes,  sailings  to  various  countries,  consular  regulations  respecting  transportation  of 
freight  to  a  particular  country,  steamship  regulations  governing  the  form,  issuance  and  substance  of 
shipping  receipts  and  procedure  in  making  export  shipments. 

"Our  experience  in  connection  with  the  gathering  of  export  information  has  developed  that  your 
work  contains  complete  and  up-to-date  information  in  condensed  form ;  your  publication  is  practically 
our  text  book  on  export  matters  and  is  almost  in  daily  use." 

THE  MERCHANTS'  ASSOCIATION  OF  NEW  YORK. 

"The  EXPORTERS'  ENCYCLOPAEDIA  and  Its  Practical  Usefulness" 

It  is  with  pleasure  the  writer  gives  expression  to  his  appreciation  of  the  "EXPORTERS' 
ENCYCLOPAEDIA." 

In  our  Company's  International  shipping  activities,  it  is  essential  that  our  offices  in  this 
and  foreign  countries  shall  obtain  correct,  up-to-date,  world- wide  information,  regarding 
steamer  services,  Port  Facilities,  Customs  Regulations  and  associated  matters,  and  perhaps         /     cs<v 
our  recent  renewals  and  additional  subscriptions  in  quantity,  for  our  principal  offices        /      &<£' 
throughout  the  world,  may  best  indicate  to  you  the  high  opinion  we  have  of  the        / 
"EXPORTERS'  ENCYCLOPAEDIA"  and 'its  practical  usefulness. 

Yours  truly,        AMERICAN  EXPRESS  COMPANY. 

(Signed)  Harry  Gee,  General  Manager. 

With  a  subscription  to  the  ENCYCLOPAEDIA  is  included  a  bulletin  service  consisting  of 
frequent  bulletins  keeping  the  information  accurate  and  up-to-date,  and  free  service  from        / 
our  Information  Bureau  on  all  subjects  within  the  scope  of  the  work.  s» 

FREE  EXAMINATION  OFFER  /  ' 

Don't  send  any  money.     Mail  the  coupon  and  we  will  send  the  ENCYCLO-        / 
PAEDIA  for  five  days' free  examination,  immediately  on  publication.  If  you  find         .    j. 
it  valuable,  send  us  your  check  for  $15.00  for  the  complete  service.    If  not,  send    '     '  £ 
it  back,  charges  collect.    It  doesn't  cost  you  a  cent,  so  fill  in  and  mail  the  coupon.        /  ^? 


/ 


* 
& 


910 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  18 


Digest  of  New  Complaints 

• . . • 

No.  13206.     Minneapolis  Gas  Light  Co.  et  al.,   Minneapolis,  Minn.,  vs. 
Director  General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unouly 
prejudicial  rates  on  crude  fuel  and  gas  oils  from  oil  fields  in 
Texas,  Louisiana  and  the  midcontinent  field  to  Minneapolis.  Asks 
reparation. 

No.  13207.    A.   Klipstein  &   Co.,   New  York,   N.  T.,   vs.   Director  Gen- 
eral, as  agent,  Sou.  Pac.  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  prejudicial 
rates  on  gum  copal  imported  from  Orient  and  shipped  from  San 
Francisco  to  New  York  City.  Asks  reparation. 

No.  13208.     Boston  Wool  Trade  Asso.,  Boston,  Mass.,  vs.  Director  Gen- 
eral,  as  agent. 

Unjust  and  unreasonable  rate  on  wool  in  grease  from  Bloom- 
field,  la.,  to  Boston,  Mass.  Asks  reparation. 

No.  13209.    H.    A.    Logan,    receiver    for   Warren    Oil    Co.    of    Pennsyl- 
vania, Warren,    Pa.,    vs.    Director   General,   as   agent. 

Unjust,  unreasonable,  unjustly  discriminatory,  preferential  and 
prejudicial  rates  on  crude  oil  in  tank  cars  from  Beattyville,  Ky., 
to  Wallaceburg,  Ont.  Asks  reparation. 

No.  13210.     State  Highway  Dept.  of  Texas,  Austin,  Tex.,  vs.  Director 
General,  as  agent. 

Unjust,  unreasonable  and  illegal  rates  on  chassis  parts  from 
Detroit  to  Austin,  Tex.  Asks  reparation. 

No.  13211.    West  Coast  Lumbermen's  Asso.  et  al.,  Seattle,  Wash.,  vs. 
Abilene  &  Southern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  rates  on  lumber  and  other  forest  prod- 
ucts from  points  in  the  states  of  Oregon  and  Washington  and 
British  Columbia,  to  points  in  eastern  Colorado,  western  Kansas 
and  points  in  Oklahoma,  Texas,  New  Mexico,  Arkansas  and  Louis- 
iana. Asks  for  just,  reasonable  and  non-discriminatory  rates  and 
reparation. 

No.  13212.     Eric  Corporation,  New  York,  N.  Y.,  vs.  I.  &  G.   N.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  sisal  from  Galveston,  Tex.,  to  Auburn,  N.  Y. 
Asks  just,  reasonable  and  non-prejudicial  rates  and  reparation. 

No.  13213.     Tuscaloosa    Cotton    Seed    Oil    Co.,    Tuscaloosa,     Ala.,     vs. 
Southern  et  al. 

Unjust,  unreasonable  and  unduly  preferential  rates  on  blackstrap 
molasses  from  Mobile,  New  Orleans  and  other  Louisiana  points  to 


Tuscaloosa,  Ala.     Asks  just,   reasonable  and  non-prejudicial  rates 
and  reparation. 

No.  13214.     E.  Josephs,  receiver  for  Pratt  Engineering  &  Machine  Co., 
Atlanta,  Ga.,  vs.  Mobile  &  Ohio  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudical  rates  on  bulk  coke  from  Tupelo,  Miss.,  to  Atlanta,  Ga. 
Asks  reparation. 

No.  13215.     Arkansas    Jobbers    &    Manufacturers    Asso.,    Little    Rock, 
Ark.,  vs.  C.  R.  I.  &  P.  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  hay, 
grain  and  grain  products  and  flour  from  Oklahoma,  Kansas,  Ne- 
braska and  Missouri  to  points  in  Arkansas.  Asks  for  just,  rea- 
sonable and  non-discriminatory  rates  made  on  same  basis,  mile 
for  mile,  as  applies  to  Little  Rock  and  Pine  Bluff,  Ark. 

No.  13216.     East  St.  Louis  Stone  Co.,  East  St.  Louis,  111.,  vs.  Terminal 
Railroad  Association  of  St.  Louis  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential or  prejudicial  charges  for  switching  between  complain- 
ant's quarries  at  Falling  Springs,  111.,  and  points  in  the  East  St. 
Louis  switching  district.  Asks  just,  reasonable  and  non-discrim- 
inatory charges. 

No.  13217.     Illinois  Glass  Co.,  Alton,  111.,  vs.  Director  General,  as  agent, 
and  Illinois   Terminal  Rairoad  Co. 

Unjust  and  unreasonabe  rates  on  fuel  oil  from  Wood  River,  III., 
to  Glass  Works,  near  Alton,  111.  Asks  reparation. 

No.  13218.     International  Paper  Co.,  New  York,  N.  Y.,  vs.  Maine  Cen- 
tral et  al. 

Unjust,  unreasonable,  unduly  prejudicial  rates  on  sulphite  pulp 
from  Rumford,  Me.,  to  Brownville,  N.  Y.  Asks  reparation. 

No.  13219.     The  Salkeld  Coal  Co.,  Pittsburgh,  Pa.,  vs.   Pennsylvania. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  on  bituminous  coal  from  mines  at  Bulger,  Pa.,  to 
Walford,  Pa.,  reconsigned  to  Warren,  O.  Asks  reparation  down 
to  basis  of  subsequently  established  rate. 

No.  13220.  Cincinnati  Association  of  Purchasing  Agents  vs.  L.  &  N. 
Unjust,  unreasonable,  unduly  preferential  or  prejudicial  rates 
on  bituminous  coal  from  mines  on  defendant's  lines  in  Kentucky, 
Tennessee  and  Virginia  to  points  in  the  Metropolitan  Cincinnati 
Ohio  district  and  to  points  in  Kentucky  from  points  in  Virginia 
and  Tennessee.  Asks  cease  and  desist  order  and  just  and  rea- 
sonable rates. 

No.    13221.     The  Thomas   Iron   Co.,   Hokendauqua,   Pa.,   vs.   Lehigh   & 
Hudson  River  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  unjustly  dis- 
criminatory rates  on  limestone  from  Lime  Crest,  Oxford,  Frank- 
lin, Ogdensburg  and  other  adjacent  quarries  in  New  Jersey  to 
complainant's  blast  furnaces  in  Hellertown  and  Hokendauqua, 
Pa.  Asks  cease  and  desist  order,  just  and  reasonable  rates  and 
reparation. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

October  31 — Oral  argument  at  Washington,  D.  C.: 

12066 — In  re  C.  B.  &  Q.  R.  R.  Co.  and  C.  &  N.  W.  Ry.  Co.  construc- 
tion and  repair  of  railway  equipment. 
October  31 — Philadelphia,  Pa.— Examiner  Eddy: 

12858 — Robert  H.  Foerderer,  Inc.,  vs.  Pa.  R.  R. 
October  31 — Washington,  D.  C. — Examiner  Fuller-: 
*  I.  and  S.  1421 — Penalty  charge  on  lumber  held  for  reconsignment. 
October  31 — Chicago,  111. — Examiner  Hartman: 

4181 — Second  industrial  railways   case,   Pullman   R.   R.   Co.    (further 

hearing). 
October  31 — Atlantic  City,  N.  J. — Examiner  Quirk: 

I.  and  S.  1381 — Coal  from  D.  T.  &  I.  R.  R.  mines. 
October  31 — Des  Moines,  la. — Examiner  Money: 

12945 — In  the  matter  of  minimum  carload  weight   on   shipments   of 

hogs  within  the  state  of  Iowa. 
October  31 — Tacoma,  Wash. — Examiner  H.  J.  Wagner: 

12931 — Bilrowe  Alloys  Co.  vs.  Nor.  Pac.  et  al. 

October  31 — New  Orleans,  La. — Examiner  Fleming: 

12807 — California  and  Hawaiian  Sugar  Refining  Corp.  et  al.  vs.  A.  T. 
&  S.  F.  et  al.  (Time  fixed  at  previous  hearing  for  filing  briefs 
has  been  set  aside.) 

November  1 — Argument  at  Washington,  D.  C.: 
Valuation    Docket  26— In   re   San   Pedro,   Los   Angeles   &   Salt   Lake 

R.  R. 
Valuation  Docket  4 — In  the  matter  of  the  valuation  of  the  property 

of  the  Kansas  City  Southern  Ry. 

November  1 — San  Francisco,  Calif. — Examiner  Seal: 
I.   and    S.    1401 — Routing   restrictions   on   lumber   from    Hawley   and 
Truckee  group  points. 

November  1 — New  Orleans,  La. — Examiner  Fleming: 

845 — Natchez  Chamber  of  Commerce  vs.  La.  &  Ark.  et  al 
3920 — Natchez  Chamber  of  Commerce  vs.  Ark.  La.  &  Gulf  et  al 
9036 — Natchez  Chamber  of  Commerce  vs.  Ark.  &  La.  Midland  et  al 
(Rates   on   petroleum,   crude,   fuel   and   residuum,    and   acid   phos- 
phate.) 

Nov.  1 — Washington,   D.  C. — Examiner  Early: 
12876 — Compaignie  Auxiliare  de  Chemins  de  Fer  au  Bresil  vs    D    L. 

&  W.   et  al. 

November  2 — Chicago,  111. — Examiner  Hartman: 
4181 — Lake  Erie  &  Fort  Wayne  R.   R.   Co.   et  al.,  second   industrial 

railways  case. 

November  2 — Argument  at  Washington,  D.  C.: 
Valuation    Docket  26— In   re   San  Pedro,    Los  Angeles   &   Salt  Lake 

R.  R. 
Valuation  Docket  4 — In  the  matter  of  the  valuation  of  the  property 

of  the  Kansas  City  Southern  Ry. 

November  2— Portland,  Ore.— Examiner  H.  J.  Wagner: 
12997— R.  J.  Holmes  et  al.  vs.  Director  General. 

12914 — Willamette   Valley   Lumbermen's   Assn.   et   al.    vs.    Sou     Pac 
et  al. 

November  2— San  Francisco,  Calif.— Examiner  Seal: 
12927 — John  A.  Corotto  vs.  Director  General. 


November  3  —  Minneapolis,  Minn.  —  Examiner  Money: 

*  I  and  S  1418  —  Brick,  clay  and  clay  articles  to  Sault  Ste.  Marie    Ont. 
November  3  —  San  Francisco,  Calif.  —  Examiner  Seal- 

>946  —  Charles  Harley  Co.  vs.  Director  General. 
13057  —  Growers  Rice  Milling  Co.  vs.  Director  General. 
November  3  —  Argument  at  Washington,  D.  C.: 
Valuation    Docket  26  —  In   re   San  Pedro,   Los  Angeles   &   Salt   Lake 

R.  R. 
Valuation  Docket  4  —  In  the  matter  of  the  valuation  of  the  property 

of  the  Kansas  City  Southern  Ry. 
November  4  —  Argument  at  Washington,  D.  C.: 
10457  —  Boston    Chamber   of   Commerce   et    al.   vs.    Director   General, 

Grand  Trunk  Ry.  of  Canada  et  al. 

Finance  Docket  1600^-In  the  matter  of  the  construction  of  the  word 
deficit"   as  used  in  paragraph   (a)   of  Section  204  of  transporta- 
tion act,  1920. 

November  4  —  San  Francisco,  Calif.—  Examiner  Seal: 
12941  —  Western  Meat  Co.  et  al.  vs.  Director  General,   Southern  Pa- 

cific et  al. 
12890—  Standard   Oil  Co.    (California)   vs.   Director   General,   Amador 

Central  et  al. 

November  4  —  Washington,   D.  C.—  Examiner  Clarke: 

*  Finance  Docket  1577—  Joint  application  of  C.  &  O.  Ry.  and  C.  &  O 

Ry.   of  Ind.   for  authority  to  C.   &   O.   Ry.   to  acquire  by  lease   the 
properties  of  C.  &  O.  Ry.  of  Ind. 
November  7—  Spokane,  Wash.—  Examiner  H.  J.  Wagner: 

I.   and   S.   1392—  Treating  forest  products  in  transit  in  Idaho,   Mon- 

tana, Oregon  and  Washington. 

November  7  —  San   Francisco,   Calif.  —  Examiner  Seal- 
13049—  E.  H.  Edwards,  doing  business  as  E.  H.  Edwards  Co.  vs.  Di- 

rector General. 

12968  —  Judson  Mfg.  Co.  vs.  Director  General  and  Southern  Pacific. 
Nov.  7  —  Madison,  Wis.  —  Examiner  Money: 

'  1612  —  Joint  application  of  Rock  County  Telephone  Co.  and  Wiscon- 
sin Telephone  Co.  for  a  certificate  that  proposed  consolidation  will 
be  of  advantage  to  persons  to  whom  service  is  to  be  rendered  and 
in  the  public  interest. 


7—  New  York,   N.  Y.—  Examiner  Disque: 
13098  —  Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al. 

Nc!on,m.ber  8  —  San  Francisco.  Calif.—  Examiner  Seal: 

13056  —  California  Cotton  Mills  Co.  vs.  Southern  Ry.  et  al. 
November  9  —  Newport   News.   Va.  —  Examiner  Woodrow- 
!   I.   and  S.   1428  —  Increased  lumber  rates  to  Newport  News,  Va. 
November  9  —  Argument  at  Washington.   D.  C.: 

11313—  The  Grand  Ronde  Lbr.  Co.  vs.  Director  General,  O.-W.  R  &  N 

10128  —  Lumber  carload  minima. 
November  9—  San  Francisco,  Calif.—  Examiner  Seal: 

12912  —  The    San   Francisco   Wholesale   Dairy   Produce   Exchange   vs. 

Am.  Ry.  Express  Co. 

November   10—  "Washington,   D.   C.—  Examiner  Fuller- 
••I.  and  S.  1420—  Fruits  and  vegetables  to  Duane  Street,  New  York. 
November  10  —  New  York,  N.  Y.  —  Examiner  Butler: 

12893  —  Transportation  of  strawberries  by  express  in  C.  L  lots  in  pas- 
senger trains  from  Florida  to  northern  markets. 

12981  —  Railroad  Commissioners  of  the  state  of  Florida  vs.  American 

Ry.  Express  Co. 
November  10  —  Argument  at  Washington,  D.  C.  : 

10733  —  National   Paving   Brick   Manufacturers'   Assn.   et   al.   vs.    Di- 
rector General,  A.  &  V.  et  al. 
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October  Hearings  of  the 
Interstate  Commerce  Commission 
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Numerals  indicate  number 
of  hearings  to  be  held 
in  each  place 


143  CASES 
IN  51  CITIES 


6ROWNSVIU 


CASES  OF  SPECIAL  INTEREST 

Dockets  12698,  12851  and  I.  &  S.  1381— Lake  Coal  from  Ohio  fields,  Inner  and  Outer 
Crescents — involving  question  of  differential  relationships  between  these  fields.  I.  &  S.  1381  involves 
proposed  reductions  by  Henry  Ford's  Detroit,  Toledo  &  Ironton  Railroad. 

Hearing,  Atlantic  City,  beginning  October  3ist. 

Transcontinental  Fourth  Section  Cases:— Application  Nos.  8835,  11948,  11957,  "895,  12063  and 

11940,  in  which  carriers  ask  authority  to  maintain  lower  rates  between  Pacific  Coast  points,  Chicago,  New 
Orleans,  New  York  and  defined  territories,  than  to  interrrediate  territory.  The  following  are  involved: 
Sugar,  coffee,  ixtle  and  sisal,  sulphur,  asphalt,  beans,  dried  fruits,  canned  goods  and  various  other  com- 
modities. 

These  applications  seek  relief  on  transcontinental  traffic  under  the  amended  fourth  section  on 
account  of  competitive  conditions  created  by  movement  through  the  Panama  Canal. 

Hearings  at  Chicago,  Denver,  Helena,  Salt  Lake  City,  Boise,  Spokane,  Portland,  San  Francisco, 
Reno,  Phoenix,  Atlanta,  New  Orleans,  beginning  November  nth. 

Docket  I.  &  S.  1416 — Storage  in-Transit  Rules  at  Minnesota  transfer  on  import  traffic  from  Pacific  Coast, 

to  be  heard  in  Minneapolis,  Minn.,  November  3rd,  1921. 

This  covers  the  movement  on  the  part  of  the  transcontinental  railroads  to  eliminate  warehousing- 
in-transit  privilege  on  all  imported  goods  received  through  Pacific  ports  when  such  goods  are  to  find  their 
final  destination  in  the  southeastern  states. 

Requests  for  the  stenographer's  minutes  in  these  and  all  other  I.  C.  C.  cases  should  be  directed  to 

OFFICIAL  REPORTERS,  INTERSTATE  COMMERCE  COMMISSION 


Woolworth  Building, 


New  York  City 


THE  STATE  LAW  REPORTING  COMPANY,  Official  Reporters 

SPECIAL  NOTICE:  The  Interstate  Commerce  Commission  lias  ordered  an  investigation  in  the  matter  of  the  Consolidation 
of  the  Railway  Properties  of  the  United  States  into  a  limited  number  of  Systems,  and  given  thereto  the  Docket  number  and 
title  1-  >lidation  of  Railroad!.  No  date  has  as  yet  been  set  for  the  hearings  in  this  case. 

All  communication!  with  respect  to  the  stenographer's  minutes  in  these  proceedings  should  he  addressed  to  the  Official 
Repoi ! 
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11006 — Kalamazoo  Tank  and  Silo  Co.  vs.  Director  General,  C.  &  N. 
W.  et  al. 

November  10 — Washington,  D.  C. — Examiner  Early: 

I.  and  S.  1411 — Stone  from  Chicago  and  west  to  California  terminal 
and  intermediate  points. 

November  10 — San  Francisco,  Calif. — Examiner  Seal: 
12983— Crown  Willamette  Paper  Co.  vs.  Director  General  et  al. 

November  11 — New  York.  N.  Y. — Examiner  Flynn: 

*  13172 — Board   of   Commissioners   of   the    city   of   Hoboken,    etc.,    vs. 

D.  L.  &  W. 

November  11 — Cincinnati,  O. — Examiner  McQuillan: 

*  12984 — The  Exchange  of  the  Cincinnati  Grain  &  Hay  Exchange  Co. 

vs.  B.  &  O.  et  al. 
November  11 — Ogden,  Utah — Examiner  H.  J.  Wagner: 

13021 — The  Wyoming  Sugar  Co.  vs.  Director  General  and  C.  B.  &  Q. 
13021   (Sub.    No.   1) — The  Wyoming  Sugar  Co.   vs.   Director  General 

and  C.  B.  &  Q. 

November  11 — Argument  at  Washington,  D.  C.: 

10733— National   Paving   Brick    Manufacturers'   Assn.    et   al.   vs.    Di- 
rector General.  A.  &  V.  et  al. 
11006 — Kalamazoo    Tank    and   Silo   Co.    vs.    Director    General,    C.    & 

N.  W.  et  al. 
November  11. — Chicago,   111. — Examiner   Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940  and  12094. 
November  12 — Fairmont,  W.  Va. — Examiner  Fuller: 

*  13055 — The  Monongahela  Power  &  Ry.  Co.  vs.  Director  General.' 
November  12 — Cincinnati,  Ohio — Examiner  McQuillan: 

*  13020 — Nivison-Weiskoft  Co.  vs.  Director  General. 
November  12 — Argument  at  Washington,  D.  C. : 

Finance   Docket  1237 — Cleveland  passenger  terminal  case. 
November  14 — Washington,   D.   C. — Examiner  McGrath: 
*.  13083 — The  Consolidation  Coal  Co.  vs.  C.  &  O.  et  al. 
November  14 — Wheeling.  W.  Va. — Examiner  Fuller: 

*  13040 — Hazel  Atlas  Glass  Co.  vs.   Director  General  and  P.   R.   R. 
November  14 — Macon,  Ga. — Examiner  Woodrow: 

*  13011 — Macon  Chamber  of  Commerce  vs.  C.  N.  O.  &  T.  P.  et  al. 

*  13016 — Macon  Chamber  of  Commerce  vs.  A.  C.  L,.  et  al. 

*  13017— Ideal  Supply  Co.  vs.  Sou.  Ry.  et  al. 
November  14 — Pittsburgh,   Pa. — Examiner  Shanafelt: 

•'•  13065 — Pittsburgh  Steel  Co.  vs.  Director  General.  P.  R.  R.  et  al. 
:::  13005 — Weirton  Steel  Co.  vs.  Monongahela  Ry.  et  al. 
November  14. — St.  Louis,  Mo. — Examiner  McQuillan: 

*  12963 — Neidringhaus  Metal  Ware  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

Portions  of  fourth  section  app.  701  of  Agents  Iceland  and  Tucker. 

*  13075 — Indiahoma  Refining  Co.  vs.  Director  General,  St.  L.-S.  F.  et  al. 
November  14 — New  York,  N.  Y. — Examiner  Flynn: 

*  12973 — Chevrolet  Motor  Co.  of  New  York  vs.  Director  General.  G.  T. 

W.   et  al. 

*  12942 — The  Diamond  Match   Co.   vs.   Director  General. 
November  14 — Pueblo.  Colo. — Examiner  H.  J.  Wagner: 

12985— Norman  H.  Schlieper  vs.  Southern  Pacific  et  al. 

I.  and  S.  1412 — Non-application  of  Group  J  rates  from  and  to  D.  & 

R.  G.  W.  stations  south  and  east  of  Grand  Junction,  Colo. 
November  14 — San  Francisco.  Calif. — Examiner  Seal: 

I.  and  S.  1393 — Cotton  and  cotton  linters  to  Pacific  coast  ports  for 

export. 

November  15— Washington,  D.  C. — Examiner  J.  E.  Smith- 
's 13110— M.  &  St.  U  R.  R.  Co.  vs.  Peoria  &  Pekin  Union  Ry. 
November  15 — New  York,  N.  Y. — Examiner  Flynn: 
81  12987 — Barnes  Foundry  Co.  vs.   C.   R.  R.  of  N.  J 

*  12978— The  Quaker  Oats  Co.  vs.  Director  General,   Can.  Natl.  et  al. 
November  15— St.  Louis,  Mo. — Examiner  McQuillan: 

*  12989 — Barnett-Fisher  Coal  &  Mining  Co.  vs.  Marion  &  Eastern  et  al. 
November  15 — Butte,  Mont. — Examiner  Pattison: 

*  13069 — Montana  Express  case. 


November  16 — Washington,  D.  C. — Examiner  McGrath: 

*  13006— East  Coast  Potato  Distributors  vs.  N.  Y.  P.  &  N.  et  al. 

November   16 — Atlanta,   Ga. — Examiner  Woodrow: 

*  12786— Southern  Fisheries  Assn.  vs.  Am.  Ry.   Exp.  Co.  et  al. 

*  12960 — Portsmouth  Cotton  Oil  Refining  Corp.  vs.  N.  Y.  P.  &  N.  et  al. 

*  12960    (Sub    No.    1)— Portsmouth    Cotton    Oil    Refining    Corp.    vs.    Di- 

rector General. 

November  16 — St.   Louis.  Mo. — Examiner  McQuillan: 
'-  13071 — In  the  matter  of  intrastate  rates  of  the  Terminal  R.  R.  Assn. 

of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 

November   16 — Parkersburg.  W.   Va. — Examiner  Fuller: 

a  13Q64 — H.  M.  Spence  vs.  Director  General,  B.  &  O.  et  al. 

November  16 — Cleveland,   O. — Examiner  Shanafelt: 

*  13086 — The  Standard  Oil  Co.  vs.  Director  General  and  A.  C.   &  Y. 
November  16 — New  York,  N.  Y. — Examiner  Flynn: 

*  13018 — The  Borden  Sales  Co.,  Inc.,  vs.  Director  General. 

*  13012 — American   Trading  Co.   vs.    Director  General. 

*  13012   (Sub.   No.   1)— The  Hatters  Fur  Cutters  Assn.   of  the  U.   S.  A. 

et  al.  vs.  Director  General. 

*  13012  (Sub.  No.  2) — General  Hide  &  Skin  Corp.  vs.  Director  General. 

*  13012  (Sub  No.  3) — Surpass  Leather  Co.  vs.  Director  General. 
November  16 — Argument  at  Washington,  D.  C.: 

I   and  S  1365 — Routing:  on  coal  from  W.   Md.  Ry.   mines  to  eastern 
destinations. 

I  and  S  1357 — Application  of  rate  and  minimum  weight  on  live  stock 
in  mixed  carloads. 

12022 — New  England  Paper  and  Pulp  Traffic  Assn.  vs.   Hoosac  Tun- 
nel &  Wilmington  R.  R.  et  al. 
November  17 — Chicago.  111. — Examiner  Hosmer: 

*  12597 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Ann  Arbor, 

et  al. 

*  12624 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Abilene  & 

Southern  et  al.     Such  fourth  section  departures  as  may  exist. 

November  17 — New  York,  N.   Y. — Examiner  Flynn: 

s  13010— New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 

November  17 — Toledo,  O. — Examiner  Shanafelt: 

c  12971 — The  Rocbond  Co.  vs.  Director  General,  L.  &  N.  et  al.  Por- 
tions of  fourth  section  apps.  1952  of  L.  &  N.  and  2060  of  J.  F. 
Tucker,  agent. 

November  17 — Chicago,  111. — Examiner  Disque: 
Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 

November  18 — Washington,   D.   C. — Examiner  McGrath: 

*  13092 — Sloss-Sheffleld    Steel   &   Iron   Co.    vs.    Director   General. 
November   18 — Detroit,   Mich. — Examiner  S'hanafelt: 

*  13088 — White   Star  Refining  Co.    vs.   Director  General. 

*  13047 — The  City  of  Detroit  vs.  C.  &  O.  et  al. 
November  18 — Boise,   Ida. — Examiner  Pattison: 

"  13066— In  the  matter  of  intrastate  rates  of  the  Amer.   Ry.   Exp.   Co. 

between  points  in  the  state  of  Idaho. 
November  18 — Chicago.   111. — Examiner  Hosmer: 

*  12956— Carnation    Milk   Products   Co.   vs.    Director  General,    C.    M.    & 

St.  P. 

*  12957 — Carnaton   Milk   Products   Co.   vs.   Director  General   and   N.    P. 

*  12958 — Carnation  Milk  Products  Co.   vs.    Director  General  and  G.   N. 
November  18 — New  York,  N.  Y. — Examiner  Flynn: 

*  13039— Hidalgo  Steel  Co.,   Inc.,  vs.  P.  R.   R. 
November  18 — Argument  at  Washington,   D.  C.: 

I   and  S  1344 — Estimated  weights  on  berries  in  pony  refrigerators. 

9294 — Portland    Traffic    and    Transp.    Assn.    vs.    Sou.    Pac.    and    Di- 
rector General. 

9434 — Portland   Traffic  and  Transp.   Assn.   vs.    Sou.   Pac.   et  al. 

9472 — Medford   Commercial    Club   vs.    Sou.    Pac.   and    Director   Gen- 
eral. 

12830 — Klamath   County  Chamber  of  Commerce   vs.    Sou.    Pac. 
November   19 — Washington,   D.  C. — Examiner  McGrath: 

*  13109 — Star  Timber  Co.   vs.   C.   &  N.   W. 
November   19 — Anniston,   Ala. — Examiner  Woodrow: 

*  13101 — Southern  Manganese  Corp.  vs.  Director  General. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main   M4O 


CHICAGO 

4U-4M  S.  MARKET  STREET 
Telephone.   KUrrlton 


Premier  Fleet 


100%  American 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Kate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
lit  South  Third  St. 

Pittabnrch 
HIT     Olivrr     Buildinr 

Savannah,    Ga. 
Savannah  Bank  and  Trust  Bid*. 

Los    Anceles.    Cal. 
427    Van    Nnr»    Bid*. 

1103   L.   a   Smith   Bide.,   Seattle.    Wash. 
Room  495,   Ellicott  Sq.   Bide..   Buffalo,  N.   Y. 


New    York 

41    Broadway 
Mobile,   Ala. 

8.  W.  Cor.  St.   Francis  It  Water  Bta. 

Oakland.    Cal. 

Parr   Terminal 

Portland,    Ore. 

704    Title    &    Trust    Bldf. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


Hauling  lots  of  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  XS950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  111.    Phone  Harrison  1*01. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


NovoinbtT  .r>,  1921 
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FOR  EVERY  INDUSTRY 


"Built  by 
General  American  Car  Co." 

Note  how  often  this  legend  appears  on  the  cars  you 
see  in  any  terminal  —  on  box,  flat,  grain,  stock,  gondola, 
hopper-bottom  and  all  other  types.  The  number  of 
times  it  appears  reflects  the  traffic  world's  opinion  of 
the  strength,  durability  and  efficiency  of  "G  A"  equip- 
ment. 

Railroad  executives  and  shippers  are  always  free  to 
consult  General  American  engineers,  without  obliga- 
tion, at  any  time  on  car  construction  problems. 


Standard  40-  Ton  Stock  Car 


Subsidiary  of  the  General  American  Tank  Car  Corporation 

General  Offices  :  Harris  Trust  Bldg.,  Chicago 

Plants  at:  EastiChicago,  Ind.;  Sand  Spring!.  Okla.;  Warren,  Ohio 

Sales  Offices    17  Battery  Place,  New  York;  24  California  Street,  San  Francisco 

Cable  Address:  "Gentankar,  Chicago."     All  Codes 

All  Type*  of  Cart  Built,  Rebuilt  and  Repaired 

Pressed  Steel  Shapes,  Forgings,  Gray  Iron  Castings.  Brass  Castings 


GENERAL  AMERICAN  CARS 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL      ll|Pn 
Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA         SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO        PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE          TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


, 


Foreign  Freight 
Forwarding  Service 


To  the  Export  shipper  of  any  kind  of  commodities — from  a  single  case  to  a  carload — our  foreign  freight  forwatding  service 
to  any  part  of  the  world  is  most  important  for  the  simple  reason  that  while  saving  them  much  trouble  it  also  _j 

Lowers' Rates^on  Export  Shipments 

which  is  why  this  service  of  ours  is  known  far  and  wide  as  "the  service  which  is  different." 

On  your  next  Export  shipment,  eithei  by  the  Atlantic  or  the  Pacific,  bear  in  mind  that  foreign  freight  forwarding  is  a 
mighty  big  factor  of  our  service,  just  because  our  service  has  proved  such  a  mighty  big  factor  in  the  elimination  of 
unnecessary  expense  for  thousands  of  shippers,  and 

Put  Your  Export  Shipping  Problems  Up  to  Us  and  Let  Us  Put  the  Cost  of  Them  Down  for  You. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 

Consolidate™  of  Automobiles,  Household  Goods,  Machinery  and  Pianos  for  Domestic  points,  and  everything  for  Export. 
General  Office:     203  Dearborn  Street,  Chicago  Wool  worth  Building,  New  York 


Old  South  Building,  Boston         Drexel  Building,  Philadelphia 
Ellicott  Square,  Buffalo  Union  Trust  Building,  Cincinnati 

13th  %  Kearney  Sts.,  Portland,  Oregon 


Hippodrome  Building,  Cleveland 
Monadnock  Building,  San  Francisco 


Van  Nuys  Building,  Los  Angeles 
Alaska  Building,  Seattle 

'Phone  or  write  the  nearest  office 


The  Traffic  World 
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THE  TRAFFIC  SERVICE  CORPORATION.  CHICAGO,  ILL. 
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H.  W.  KELLOGG.  Advertise  Manager 
B.  J.  HAMM.  Manager.  A.  E.  HEISS.  Chief. 


W.  C.  TYLER.  Secretary-Treasure, 
E.  C.  VAN  ARSDEL.  Business 


Manager 


Special  Service  Department,  Washington 


Washington  News  Bureau 


All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  remittances  should  be  made  payable   to  order  of  THE  TRAFFIC   SERVICE   COR 
PORATION.  Chicago,  and  should  be  in  Chicago  or  New  York  exchinge. 
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SIX  MONTHS 6.00 
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SINGLE  COPY 25 


418-430  South  Market  Street, 
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WASHINGTON.  D.  C. 


.ABOLISH  THE  LABOR  BOARD 

Since  the  Railroad  Labor  Board  brought  about  a 
rescinding  of  the  recent  strike  orders  the  remark  is 
heard  frequently  that,  after  all,  even  without  "teeth" 
in  the  law,  the  board  was  able  to  make  itself  felt  and 
has  "proved  that  it  is  not  a  futile  body.  Such  remarks 
can  come  only  from  those  who  do  not  understand  what 
was  done.  If  the  board  had  shaken  its  fist  in  the 
faces  of  the  men  and  told  them  they  must  not  strike  in 
violation  of  the  decree  of  the  board  created  to  settle 
wage  controversies,  and,  perhaps,  showed  them  the  con- 
sequences of  their  proposed  course,  then  it  might  have 
been  said  that  the  board  had  availed  and  was  far  from 
being  useless.  But  that  was  not  what  was  done.  The  board 
did  not  use  "teeth,"  either  the  natural  kind  that  are  not 
in  the  law  or  an  artificial  set.  It  used  sugar.  It  im- 
pressed on  the  men  that  the  fear  of  further  wage  reduc- 
tions— which  was  the  real  cause  of  the  proposed  strike 
—was  unfounded,  for  the  reason  that  the  board  could 
not  and  would  not  take  up  demands  of  the  carriers 
for  wage  cuts  for  some  time  to  come. 

So  we  say  there  is  no  reason  why  the  demand  for 
the  abolition  of  the  Labor  Board — which  was  suspended 
for  a  time  on  all  sides  because  it  was  felt  that  the  board 
ought  to  be  permitted  to  work  out  a  strike  solution  if 
it  could — should  not  be  resumed.  The  board,  as  such, 
has  not  shown  itself  to  be  effective.  It  has  merely 
served  to  avert  a  strike  by  giving  assurances  to  the 
strikers  that  it  had  no  right  to  give.  It  has  thus  fur- 
nished another  reason  for  its  abolition,  if  one  were 
needed. 

There  is  considerable  talk  now  of  merging  the 
Labor  Board  in  the  Interstate  Commerce  Commission — 
another  way  of  saying  that  the  Commission  ought  to 
have  the  power  over  wages  that  it  has  over  rates.  There 
is  much  to  be  said  in  favor  of  that  plan,  of  course.  It 
would,  for  instance,  make  impossible  such  an  anomalous 


situation  as  we  have  now,  where  the  Commission  is 
reducing  rates  on  the  theory  that  there  will  be  wage 
reductions  and  the  Labor  Board  is  giving  assurances 
that  there  will  not  be  wage  reductions.  But  there  are 
objections  to  it  also.  They  were  pointed  out  by  Mr. 
Clark,  former  chairman  of  the  Commission,  and  by 
others  at  the  time  the  present  transportation  act  cre- 
ating the  Labor  Board  was  under  consideration  in  Con- 
gress. We  see  no  necessity  for  choosing  between  the 
plan  of  a  Labor  Board  and  that  of  the  Interstate  Com- 
merce Commission  with  jurisdiction  over  wages, 
for  we  think  there  should  be  no  government  regula- 
tion of  railroad  wages.  We  want  the  Labor  Board 
abolished.  We  want  the  theory  of  private  opera- 
tion of  the  railroads  to  become  a  fact.  It  cannot 
become  so  with  everything  they  must  do  or  may 
not  do  regulated  by  the  government.  There  is  no 
more  reason  for  regulating  the  price  of  railroad  labor 
than  for  regulating  the  price  of  railroad  ties  or  steel 
rails.  It  would  be  impossible  to  get  through  Congress 
— so  cowardly  with  respect  to  the  labor  vote — a  pro- 
vision putting  real  teeth  in  the  provision  for  a  Labor. 
Board ;  but  even  if  that  could  be  done  we  should  still 
be  against  the  plan.  We  think  most  persons  competent 
to  judge  of  transportation  matters  are  against  it,  as  wit- 
ness the  resolutions  recently  adopted  by  the  Traffic 
Club  of  Chicago.  In  a  mail  vote,  340  of  the  thousand 
members  of  this  club  voted  for  abolition  of  the  board 
and  only  three  voted  to  retain  it.  The  vote  was  not 
full,  but  it  was  representative,  the  club  being  composed 
of  both  railroad  and  industrial  members.  We  have  not 
analyzed  the  vote,  but  it  is  fair  to  assume  that  both 
classes  of  members  voted.  At  least  neither  class  voted 
in  the  negative.  What  is  true  of  one  group  of  this  sort 
is  bound  to  be  true  of  other  similar  groups. 

The  Labor  Board  has  had  its  big  chance  and  has 
fallen  down,  both  in  the  matter  of  showing  that  it  has 
real  power  and  in  that  of  exhibiting  a  proper  conception 
of  its  own  function  and  dignity.  A  board  might  be 
appointed  that  would  be  an  improvement  in  the  matter 
of  preserving  its  dignity,  but  under  the  present  law 
there  could  be  no  board  with  any  real  power.  Besides, 
the  adjustment  of  its  affairs  with  the  men  it  hires  be- 
longs to  the  railroad,  as  in  any  other  business,  and  not 
with  a  lot  of  government  officials,  some-  of  whom  arc 
not  competent  to  deal  with  the  subject  and  all  of  whom 
are  bound  to  be  more  or  less  influenced  by  political 
considerations. 
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fllLF,  MOBILE  &  HOBTHEBN 
RAILROAD 

AND  CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  A  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C.  * 
St.  L.  R.  R.,  via  Jackson,  Tenn. :  Frisco  lines  via  New  Albany ;  A.  *  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La.;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


SOUTHBOUND 


LEAVE:  TRAIN      TIME 

Jackson,   Tenn.  71         4:80  p. 

New  Albany,  Miss.  71       12:30  p. 
ARRIVE: 

Meridian  71-29 

Mobile  71 
New   Orleans    (N.   O.    &  N.   E.)       63 


4:30  p.  m. 
12  :30  p.  m. 

8:25  p.  m.  next  day 
4:10  a.  m.  2nd  day 
5  :40  a.  m.  2nd  day 


Shreveport  (A.  &  V.-V.  S.  &  P.)       65        6:80  p.  m.  2nd  day 


MILES 
0 
88 

281 
409 
448 
528 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.) 
New  Orleans    (N.   O.   *  N.  E.) 
Mobile 
Meridian 
ARRIVE: 
New    Albany 
Jackson,    Tenn. 


62  3:00  p.  m. 

52  9:40  p.  m. 

72  10:00  p.  m. 

80-72  *7:36  a.  m. 

72     '12:30  a.  m.  2nd  day 

72       '8:00  a.  m.  2nd  day 

'next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intercoastal  and  Export  shipments  to  clear  from  Gulf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville. 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager                G.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  KINK  AID.  Assistant  General  Freight  Agent 
For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

C.  L   *   W.  K. .  R     Bui'iling,   Indianapolis,    Ind.               2(1    Mercantile    Building,   Cincinnati,    Ohio.  1210    Barclay    Bld«..    New   York 

Belseh  Building.  Springfield,  m.                                       337  MarqnetU  Bldg..  Chicago  728   Monadnock  Bldg.,   San   Franciico,   C»Uf, 

1.1  i^Ef^'aS"^"*'  S*-   tm^  Mo>                                   J12  Pmrk  Bld«"  "ttobnrt-h,  Pa.  SOS  Wesley-Robert.  Bldg.,  Lo.  Angel  w.  Calif. 

1»T  Railway  Bzehaac..  Kaasa*  City.  Ho.                                 41  Porter  Bide.,  Ifmpkla,  T«m.  114  Colma.  Bldg.,  8«tUo,  Wask. 
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WAGE  AND  RATE  REDUCTIONS 

'I'lii-  indications  are  that  the  carriers,  IK  it  withstand- 
ing tin-  assurances  given  by  the  Labor  Board  to  the  rail- 
road employes,  who  were  threatening  to  strike,  that 
there  will  be  no  further  wage  reductions  at  this  time, 
.iiul  the  request  of  the  board  to  the  railroad  executive-* 
to  withhold  applications  for  further  wage  cuts,  are  in- 
lending  to  proceed  with  their  program  for  more  wage 
cuts,  thus  throwing  the  responsibility  for  present  wages 
on  the  Labor  Board,  where  it  belongs.  The  indications 
are  also  that  the  carriers  will  refuse  to  make  farther 
rate  reductions,  except  as  induced  by  competition  or 
other  considerations  of  benefit  to  themselves,  or  as  com- 
pelled by  the  Commission,  until  there  can  be  reductions 
in  operating  costs  that  will  permit  such  reductions.  It 
has  not  yet  been  decided,  however,  as  we  understand  it, 
whether  or  not  to  apply  this  latter  resolution  to  the 
western  grain  case,  in  which  the  Commission  recom- 
mended, but  did  not  positively  order,  reductions  on  west- 
ern grain,  the  recommendation  being  based,  in  part,  on 
the  theory  that  there  would  be  farther  cuts  in  railroad 
wages. 

\\e  believe  the  carriers,  in  their  position,  have  the 
sympathy  of  the  public — at  least,  of  that  part  of  it  that 
understands  the  subject— and  that  they  will  retain  that 
sympathy  as  long  as  they  act  in  manly,  straightforward 
fashion. 

It  will  be  interesting  to  note  with  what  degree  of 
rapidity  the  Labor  Board  now  disposes  of  the  contro- 
versy before  it  as  to  working  rules,  the  disposition  of 
which,  it  has  said,  must  come  before  it  will  consider 
further  proposals  to  reduce  wages.  It  will  also  be  in- 
teresting to  note  what  the  Interstate  Commerce  Com- 
mission, in  view  of  the  attitude  taken  by  the  Labor 
Board,  will  do  about  other  reduced  rate  cases  before  it 
— notably  the  hardwood  lumber  case — which  it  had  been 
expected  to  decide  along  the  lines  of  its  decisions  in  the 
western  live  stock  and  grain  cases. 


LOCAL  TRAFFIC  LEAGUES 

The  annual  meeting  of  the  Chicago  Shippers'  Con- 
ference Association  serves  to  call  attention  to  the  pos- 
sibilities of  benefit  from  local  associations  of  industrial 
traffic  men.  There  are  similar  organization  in  New 
York  and  elsewhere.  They  are  really  local  traffic 
leagues,  their  purposes  and  plan  of  operation  being 
similar  to  those  of  the  National  Industrial  Traffic 
League.  Why  not,  then,  call  them  traffic  leagues,  in- 
stead of  shippers'  conferences,  and  affiliate  them  with 
the  national  body?  It  seems  to  us  that  such  a  course 
would  not  only  be  logical  but  could  be  productive  of 
the  highest  sort  of  benefit.  A  national  body  with  local 
leagues  in  all  cities  of  importance  would  furnish  the 
best  possible  organized  medium  for  dealing  with  the 
carriers  for  mutual  benefit  and  the  good  of  the  public. 


having  its  immense  traffic  of  all  kinds  looked  after  by 
experts  and  will  have  an  added  respect  for  a  govern- 
ment that  appreciates  the  necessity  for  what  is  virtually 
a  traffic  department  with  a  traffic  manager.  Govern- 
ment is  usually  much  slower  than  business  to  adopt 
efficiency  methods,  but,  in  this  instance,  many  businc>- 
men  who  ought  to  know  better  what  they  could  ;u 
complish  in  saving  through  properly  organized  traffic 
departments,  may  take  a  lesson. 


GOVERNMENT  TRAFFIC  BUREAU 
The  action  of  General  Charles  Dawes,  President 
Harding's  director  of  the  budget,  in  organizing  a  gov- 
ernment traffic  bureau  will  commend  itself  to  the  kind 
of  men  who  read  this  magazine.  They  will  realize  the 
great  benefit  to  be  obtained  for  the  government  in 


DOMINATION  OF  THE  COMMISSION 

We  have  had  occasion  several  times  to  quote,  in 
these  columns,  from  bulletins  issued  by  a  certain  con- 
fidential bureau  in  Washington.  We  present  herewith 
another  bulletin  issued  under  date  of  Oct.  22. 

The  immediate  railroad  policy  of  the  government  is  being 
dominated  by  Mr.  Herbert  Hoover.  It  is  the  belief  of  Mr.  Hoover 
that  a  general  attack  on  organized  labor  at  this  time  ia  inad- 
visable and  that  the  disintegration  or  serious  weakening  of  exist- 
ing organizations  would  lead  to  the  formation  of  radical  agencies, 
the  tactics  of  which  would  be  destructive.  This  means  that  the 
administration  has  devised  a  temporizing  policy,  the  almost  cer- 
tain effect  of  which  will  be  to  prevent  an  organized  railroad  strike 
at  this  time.  The  Cabinet  discussed  yesterday  seizure  and  opera- 
tion of  the  roads  by  the  President,  under  his  technical  war 
powers,  but  the  plan  was  rejected  as  psychologically  unwise.  The 
administration  program,  as  at  present  visioned,  roughly  Is:  a. 
Assertion  by  the  Railway  Labor  Board  of  its  jurisdiction  and  au- 
thority, b.  Employment  of  the  injunction  to  make  operative  the 
orders  of  the  Railway  Labor  Board. 

The  program  involves,  as  contributing  features:  (1)  rate 
reductions  by  the  Interstate  Commerce  Commission.  These  re- 
ductions, in  certain  cases  now  before  the  Commission,  have  al- 
ready been  voted  for  and  the  orders  are  being  put  into  legal  form. 
They  should  be  issued  not  later  than  Wednesday  next;  (2)  oppor- 
tunity for  the  labor  leaders  to  retire  gracefully  from  their  ad- 
vanced position  on  an  understanding  that  additional  wage  de- 
creases will  not  immediately  be  permitted  and,  possibly,  that 
some  system  will  be  evolved  for  .recognition  in  wage-fixing  of 
sectional  differences  in  the  cost  of  living.  Although  the  solution 
thus  proposed  is  a  "solution  of  expediencey"  there  is  to  be  no 
weakness  in  the  actual  application  of  it.  In  other  words,  if  it 
does  not  work,  the  maximum  power  of  the  government  will  be 
employed  to  keep  trains  moving  and  the  evidence  is  overwhelm- 
ing that  the  strike  could  not  succeed.  The  Department  of  Labor 
is  being  ignored  and  its  powers  of  mediation  will  not  be  invoked 
by  the  administration.  A  tentative  proposal  has  been  made  for 
emergency  legislation  by  Congress  providing  for  compulsory  ac- 
ceptance of  the  decisions  of  the  Railway  Labor  Board,  which 
means  putting  back  into  the  transportation  act  the  "teeth"  which 
Senator  Cummins  was  forced  to  extract  when  the  law  was 
originally  enacted. 

It  is  not  our  purpose  to  glorify  or  advertise  the 
bureau  that  sends  out  these  bulletins.  Neither  do  we 
know  whether  all  the  things  it  says  are  true  or  where 
it  gets  them.  But,  in  so  far  as  we  are  acquainted  with 
the  facts,  the  information  given  out  by  this  bureau 
agrees  with  our  own.  We  are,  therefore,  somewhat 
disposed  to  give  it  credence  as  to  matters  it  discusses 
about  which  we  may  not  be  fully  informed.  It  is  in- 
sistent that  the  administration  is  dominating  the  Com- 
mission. We  have  already  shown  that  there  are  many 
indications  of  such  a  state  of  affairs.  Its  outline  of  the 
administration  plan  for  settling  the  strike  accords  with 
our  knowledge  of  that  plan.  It  had  advanced  knowl- 
edge— as  did  others — of  the  forthcoming  decision  of 
the  Commission  in  the  western  grain  case,  which  was 
given  out  the  very  day  this  bulletin  was  issued.  Its 
information  as  to  the  plan  of  the  government  to  treat 
the  strike,  if  it  occurred,  by  the  injunction  method,  was 
correct.  Therefore,  we  say,  it  carries  some  weight  when 
it  speaks  about  the  relations  between  the  administra- 
tion and  the  Commission.  Our  own  information  does 
not  really  go  farther  than  circumstantial  evidence  con- 
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sisting  chiefly  of  the  fact  that  the  Commission  has  done 
what  the  administration  has  advocated  and  that  it 
would  seem  that  there  was  no  other  adequate  explana- 
tion for  its  having  done  so. 

Yet  there  is  a  glaring  inconsistency  in  the  expose 
of  the  administration  plan.  That  plan,  as  we  under- 
stand it,  as  presented  by  the  bureau  we  have  referred 
to,  and  as  carried  out  by  the  Commission,  provided 
for  certain  reductions  in  freight  rates.  The  justification 
for  these  reductions  and  the  thing  that  would  make 
them  possible  was  supposed  to  be  the  sympathetic  pub- 
lic sentiment  that  would  thereby  be  created  in  favor  of 
the  carriers'  position  that  there  must  be  further  reduc- 
tions in  wage  costs.  And  yet  the  Labor  Board,  in  set- 
tling the  strike,  assures  the  employes  of  the  railroads 
that  there  will  be  no  further  wage  reductions  for  some 
time.  We  wonder  if  some  of  the  parties  to  the  admin- 
istration policy  did  not  see  where  this  would  lead  to 
and  if,  now  that  the  inconsistency  has  been  made  plain, 
the  administration  and  the  Commission  will  go  on  with 
further  rate  reductions. 


PER  DIEM  ON  INDUSTRIAL  ROADS 

Several  of  the  industrial  roads  on  which  it  was  proposed  to 
apply  the  demurrage  rules  ordered  by  the  Commission  in  the 
Birmingham  Southern  case  (61  I.  C.  C.  551-.558),  succeeded  in 
getting  the  Commission  to  reopen  certain  phases  of  the  second 
industrial  railways  case  so  that  their  protests  against  the  ap- 
plication of  these  rules  on  their  lines  could  be  recorded.  Ex- 
aminer H.  H.  Hartman  heard  the  protests  of  the  Illinois  North- 
ern, October  28,  and  those  of  the  Pullman  Railroad  Company, 
October  31,  in  Chicago.  The  order  in  the  Birmingham  Southern 
case  required  the  trunk  lines  and  their  connecting  switching 
lines  to  establish  relations  as  to  per  diem,  reclaim  and  demur- 
rage in  accordance  with  the  Railroad  Administration's  circular 
CS-59,  under  which  no  reclaim  would  be  allowed,  three  days' 
free  time  being  substituted,  one  of  which  accrued  to  the  switch- 
ing line  and  two  to  the  industry. 

The  Pullman  Railroad's  protest  against  that  proposal  had  to 
do  mainly  with  the  practice  of  the  trunk  lines  with  which  It 
connects  of  delivering  loaded  cars  to  the  switching  line  between 
the  close  of  the  business  day  and  midnight,  when  the  free  time 
began  to  run  against  the  switching  line.  J.  T.  Morrison,  vice- 
president  and  manager  of  the  Pullman  Railroad,  said  it  was  im- 
possible to  deliver  any  cars  before  seven  in  the  morning  and  that, 
consequently,  the  industries'  free  time  could  not  begin  to  run 
until  the  following  morning.  "Therefore,"  he  said,  "the  Pull- 
man Railroad  spends  its  entire  free  day  in  delivery  and  must 
pay  per  diem  and  demurrage  on  the  time  it  takes  to  return  the 
car,  either  empty  or  loaded." 

Mr.  Morrison  testified  that,  besides  the  Pullman  Car  Com- 
pany, there  were  fourteen  large  industries  located  on  the  tracks 
of  his  line  and  that  the  car  company,  which  owns  the  railroad, 
received  no  better  service  or  lower  charges  than  any  of  the 
other  industries. 

"If  the  proposed  rules  are  put  into  effect  on  the  Pullman 
Railroad,"  he  said,  "they  will  operate  confiscatorily.  In  a  short 
time  the  financial  loss  would  eat  up  the  road.  Had  these  rules 
been  in  effect  in  1920  a  net  loss  of  $38,267  would  have  resulted; 
for  the  first  8  months  of  1921  the  loss  would  have  been  $2,822." 
Mr.  Morrison  pointed  out  that  a  large  part  of  the  movement  on 
the  Pullman  Railroad  is  intra-terminal  on  which  no  reclaim  Is 
allowed  under  the  present  practice. 

Representatives  of  the  Illinois  Northern  proposed  that,  in- 
stead of  the  Birmingham  Southern  rules  being  applied  to  their 
road,  the  Commission  supervise  the  per  diem  and  reclaim  prac- 
tices so  that  the  average  reclaim  allowed  could  be  varied  as  con- 
ditions demanded.  This,  they  said,  would  do  away  with  the 
most  objectionable  feature  of  the  present  rules  which  make  it 
possible  for  one  switching  line  to  operate  under  a  high  reclaim 
allowance  based  on  an  abnormally  congested  period, 'while  an- 
other operates  under  a  low  allowance  because  data  was  collected 
during  a  subnormal  traffic  period. 

Examiner  Hartman  heard  the  objections  of  the  Manufac- 
turers' Junction  Railway  and  the  Chicago  Short  Line  Railway 
against  the  proposal  to  apply  the  Birmingham  Southern  per  diem 
and  demurrage  rules  on  those  roads,  in  Chicago,  November  2. 
The  Junction  railway  objected  on  much  the  same  grounds  as 
did  the  Illinois  Northern  and  the  Pullman  railroad  at  earlier 
hearings.  W.  C.  Ransom,  superintendent,  said  that  the  present 
per  diem  and  reclaim  system  was  the  proper  one  to  use  and  that 


the  application  of  the  CS-59  rule  would  cause  a  revenue  loss,  on 
the  basis  of  last  year's  business,  of  $13,467  a  year  to  the  Manu- 
facturers' Junction.  The  line,  he  said,  was  owned  by  the  Western 
Electric  Company,  but  served  several  other  industries  and  con- 
nected with  five  other  railways,  from  which  it  received  a  switch- 
ing absorption  of  $6  a  car  of  60,000  pounds,  and  17  cents  a  ton 
over  that  minimum.  He  said  the  average  demurrage  paid  by  his 
road  was  $1.08,  which  had  to  come  out  of  these  meager  revenues 
and  that,  in  consequence,  the  road  had  lost  $44,000  in  1920.  In 
1917,  he  said,  the  Junction  earned  7  per  cent;  that  was  the  only 
year  in  its  existence  that  the  earnings  had  gone  above  6  per  cent. 
The  objection  of  the  Chicago  Short  Line  road  was  based  on 
different  grounds.  It  was  contended  by  John  S.  Burchmore,  at- 
torney for  that  line,  that  it  had  never  been  found  by  the  Com- 
mission to  be  an  industrial  road.  He  said  there  was  nothing 
in  the  stock  ownership  or  the  management  to  make  it  possible 
to  call  it  such  and  said  he  was  at  a  loss  to  understand  why  the 
Commission  had  included  it  in  the  Birmingham  Southern  order. 
Since  the  order  in  that  case  was  contemplated  only  to  apply  on 
industrial  roads,  he  asked  that  the  Short  Line  be  exempted  from 
its  provisions. 


TRUCK-RAILROAD  CO-OPERATION 

Co-operation  between  the  railroads  and  motor  truck  trans- 
portation agencies  is  the  only  way  to  solve  the  truck  problem, 
according  to  Gerrit  Fort,  vice-president  of  the  Boston  &  Maine 
Railroad,  who  took  part  in  the  discussion  of  the  subject  at  the 
annual  meeting  of  the  Associated  Industries  of  Massachusetts  in 
Boston.  Stephen  G.  Thomson  of  the  White  Motor  Truck  Com- 
pany spoke  on  the  subject  from  the  truck  manufacturers'  point 
of  view,  and  Philip  Cabot  of  White,  Weld  &  Co.  from  the  point 
of  view  of  the  public. 

"It  is  a  practical  imp"KgihilitY  y"der  the  regulations  which 
hedge  about  railroad  rates  to  nndprta^te  to  make  tariffs  generally 
applicable  which,  will  meet  the  truck  charges,  unless  we  make 
them  so  i?w  PK  tn  hp  mipmfitghia."  said  Mr.  Port    "When  the 
time  comes  for  a  .general  rate  reduction  we  shall  get  back  part 
of  the  business  we  have  lost  to  the  trucks,  provided  we  give 
adequate  service;  and  we  must  bear  in  mind  that  service  is  a 
factor  quite  as  important  as  rates.    This  is  by  no  means  a  mat- 
ter of  sentiment.    If  the  truck  can  furnish  better  transportation) 
than  that  provided  by  the  railroad  at  the  same  cost,  or  if  it  can^ 
provide  transportation  as  good  as  that  provided  by  the  railroad  , 
at  less  cost,  it  is  bound  to  get  the  business.    The  user  of  trans- 
portation has  the  right  to  purchase  it  in  the  open  market  at  the 
most  favorable  terms,  but  should  be  sure  that  he  is  getting  the 
most  favorable  terms  in  the  long  run." 

The  Boston  &  Maine  has  reduced  many  rates,  including  ex- 
press rates,  those  on  wool  and  on  sand  and  gravel,  and  it  has 
also  reduced  its  ferry-car  minimum  from  12,000  to  8,000  pounds 
in  order  to  get  back  some  of  its  short-haul  business,  said  Mr. 
Fort.  No  general  reduction  in  class  rates  is  contemplated,  how- 
ever, he  said,  because  such  a  reduction  would  "emphasize  any 
maladjustment  which  may  now  exist  between  carload  and  less- 
carload  traffic."  If  rates  could  be  lowered  and  raised  at  will 
something  could  be  done  by  the  railroads  to  keep  pace  with  truck_ 
competition,  the  tariffs  for  which  are  neither  scientifically 
sound  nor  adequately  supervised,  according  to  Mr.  For£.  "But 
the  public  has  wisely  decreed  that  all  railroad  rate  changes  must 
be  submitted  to  the  appropriate  tribunal,  state  or  federal,"  he 
said. 

"The  truck  has  come  to  stay,"  he  continued.  "It  represents 
an  economic  change  in  transportation  conditions  which  is  little 
short  of  revolutionary.  All  that  the  railroads  can  expect  is  to 
have  It  regulated  as  they  are  regulated  in  the  matter  of  its  in- 
come and  expenses,  and  enlightened  self-interest,  as  well  as  a 
spirit  of  fair  play,  may  be  depended  on  to  crystallize  public 
opinion  accordingly.  There  ia  no  use  fighting  the  motor  Irnck. 
On  the  other  hand,  truck  manufacturers  and  truck  operators 
cannot  hope  to  take  the  place  of  the  railroads.  The  results  of 
hothouse  propagation  and  hot  air  propaganda  are  evanescent  and 
unsatisfactory,  and  I  have  no  doubt  that  most  of  the  responsi- 
ble corporations  and  individuals  engaged  in  the  truck  industry 
realize  that  in  the  long  run  they  will  be  better  off  if  they  seek  _ 
to  supplement  railroad  service  rather  than  to  supplant  it_. 

"\Vhat  railroad  men.  should  study  is  the  best  way  to  co- 
ordinate their  own  facilities  with  those  afforded  by  this  new 
factor  in  the  field  of  transportation.  I  am  reminded  of  the 
philosophy  of  an  old-time  western  politician  who  used  to  say 
of  his  political  opponents,  'If  you  can't  beat  'em,  jine  'em.' 
Within  their  own  field  the  trucks  are  unbeatable.  Can't  we 
'jine'  'em?" 


PETITIONS    FOR    REHEARING 

Complainant  in  11685,  Early-Foster  Co.  vs.  Southern  Pacific 
et  al.,  has  asked  the  Commission  to  grant  a  rehearing  in  that 
case,  and  also  to  amend  the  complaint. 

Defendants  in  No.  11375,  Meyersdale  Smokeless  Coal  Co. 
vs.  B.  &  O.  and  Director-General,  have  asked  for  a  rehearing 
and  reargument. 
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Current  Topics 

in  Washington 


Work  of  Walker  D.  Mines. — American  technical  men,  accord- 
ing to  Walker  D.  Hines,  former  Director-General  of  Railroads, 
now  arbitrator  for  the  distribution  of  German,  Austrian  and  Hun- 
garian shipping  among  the  new  nations  set  up  by  the  treaty  of 
Versailles,  are  achieving  considerable  success  in  the  reorgani- 
zation of  Europe.  They  are  able  to  do  that  because  the  Euro- 
peans, even  when  expressing  their  old  hates,  recognize  that  the 
Americans  can  have  no  interest  in  their  political  slants.  Euro- 
peans, trying  by  direct  negotiations  In  mixed  commissions,  or 
otherwise,  are  not  achieving  such  measures  of  success.  They  do 
not  trust  each  other  now  any  more  than  they  did  before  the  war, 
or  since  the  making  of  the  treaty  of  peace.  The  former  Director- 
General  has  completed  as  much  of  the  work  falling  to  him  as 
sole  arbitrator  as  he  can.  He  has  distributed  the  ships  on  the 
Rhine,  the  Danube  and  the  Elbe.  Distribution  of  shipping  on  the 
Oder  he  could  not  make,  because  the  upper  Silesian  question  is 
no  nearer  settlement  now  than  it  was  at  the  time  when  Frederick 
the  Great  and  Maria  Theresa  tried  to  settle  the  question.  When 
there  has  been  a  settlement  of  that  question,  Mr.  Hines  may 
have  to  go  back  to  Europe,  take  up  the  questions  as  If  they  were 
problems  such  as  he  has  seen  the  Commission  dispose  of,  and 
then  hope  he  will  be  more  successful  than  his  predecessors.  In 
a  talk  with  newspaper  correspondents  in  Washington  soon  after 
his  return,  he  discussed  his  work,  carefully  avoiding,  however, 
the  political  phases,  which  are  the  curse  of  all  European  ques- 
tions. His  work  was  not  political.  It  was  purely  one  of  deciding 
how  much  of  the  store  of  ships  the  new  nations  were  entitled  to 
take  out  of  the  old  home  for  use  in  setting  up  housekeeping  for 
themselves.  In  disposing  of  such  questions,  Mr.  Hines  took  the 
performances  of  the  "redeemed"  provinces  prior  to  the  war  and 
told  them  how  much  shipping  they  were  entitled  to  receive  from 
Germany,  Austria  or  Hungary.  As  to  shipping  on  the  Rhine, 
France  claimed  800,000  tons.  Germany  admitted  she  should  give 
France,  on  account  of  Alsace  and  Lorraine,  110,000  tons.  Hines 
gave  France  275.000  tons.  Apparently  Germany  lost  less  than  she 
expected,  and  France  obtained  more  than  she  had  hoped  for. 
Therefore  both  are  as  happy  as  they  can  be — when  they  can  for- 
get the  buffetings  they  have  given  each  other  since  their  first 
separation  about  1,200  years  ago.  Physically,  Mr.  Hines  said,  the 
railroads  In  France  and  Germany  seem  to  be  on  their  feet  again, 
but  financially  they  are  in  bad  shape.  Their  rates  have  never 
been  made  high  enough  to  cover  the  cost  of  operation.  In  eastern 
Europe  they  are  in  bad  condition  both  physically  and  financially. 
There  has  been  no  distribution  of  rolling  stock  among  the  new 
nations  such  as  there  has  been  of  ships.  Therefore  no  nation  will 
allow  its  equipment  to  cross  the  frontier.  Trans-shipment  must 
be  made,  which  makes  the  doing  of  business  almost  impossible. 
No  nation  having  equipment  will  keep  it  In  repair,  fearing  that 
what  it  puts  on  to  keep  It  in  repair  will  be  lost  to  its  hated 
neighbor.  A  mixed  commission  of  Europeans  has  been  working 
on  that  problem  for  two  years,  but  has  not  allocated  a  single 
car  or  engine.  The  members  of  the  commission  cannot  forget 
the  political  slant.  American  technical  men,  advising  the  govern- 
ments of  some  of  the  new  nations,  have  been  able  to  break  down 
a  few  of  the  barriers  erected  by  those  who  could  not  forget  the 
politics  of  the  matter.  One  American  was  able  to  get  engines 
through  Hungary  for  Jugo-Slavia  or  one  of  the  other  new  Balkan 
states,  although  the  officials  of  that  country  just  knew  Hungarians 
would  take  possession  of  them.  But  the  number  of  Americans 
in  Europe  is  too  small  to  make  arrangements  for  a  restoration 
of  trade  routes  and  the  joint  use  of  facilities  that  will  assure  a 
quick  restoration,  without  which  the  United  States  will  not  be 
able  to  do  business  again 'with  the  wreckage  in  central  Europe. 
Mr.  Hines  said  that  Roland  W.  Boyden,  the  American  observer 
on  the  reparations  commission,  has  been  able  to  do  much  good, 
because  his  advice  had  been  shown,  on  more  than  one  occasion, 
to  be  that  of  a  man  Interested  only  in  getting  the  new  countries 
on  their  feet  and  showing  the  scrapping  Europeans  that  they 
will  all  die  if  they  do  not  act  on  the  principle  that  each  needs 
the  other.  Mr.  Hines  expects  to  remain  in  this  country,  except 
for  a  few  trips  if,  and  when,  he  has  an  opportunity  to  make  a 
stab  at  distributing  boats  on  the  Elbe.  He  has  returned  to  the 
practice  of  law. 


An  Editor  Needed  by  the  Commission. — The  Commission 
needs  an  editor.  However,  it  has  not  sent  out  a  hurry  call  for 
one.  The  fact  that  there  are  frequent  typographical  blunders 
in  its  reports  is  probably  irritating  to  those  who  may  be  the 
victims.  They,  however,  are  insignificant  in  comparison  with 
the  fact  that  there  are  decisions  and  informal  rulings  that  do 
not  appear  to  walk  together.  The  disagreements  also  seem  to 
be  patent  in  some  of  the  formal  decisions.  For  instance,  in  the 
volume  of  reports  just  preceding  the  current  one,  there  are  two 
decisions  as  to  what  constitutes  a  reasonable  rate  on  clean  rice 


from  Beaumont,  Tex.,  to  New  Orleans.  In  63  I.  C.  C.  152  the 
reasonable  rate  la  set  down  as  12  cents  per  100  pounds,  exclu- 
sive of  the  August  26,  1920,  Increase.  In  that  same  volume  (page 
42)  the  reasonable  rate  Is  set  down  as  11.5  cents.  Were  there 
such  a  conflict  in  statutes,  the  later  would  prevail.  In  this  con- 
flict, however,  both  rates  were  made  on  July  25,  1920.  Perhaps, 
in  the  disposition  of  fractions  under  Ex  Parte  74,  the  difference 
of  half  a  crnt  per  100  pounds  disappears.  Of  course,  half  a  cent 
is  only  $3  a  car  of  60,000  pounds,  but,  If  a  mill  Is  forwarding 
1,000  cars  a  year,  It  amounts  to  a  sum  great  enough  to  worry 
the  bookkeeper.  The  Commission,  like  every  other  body  that 
makes  decisions  that  are  reported,  has  reason  to  expect  its  opin- 
ions to  be  used  to  prove  diametrically  opposite  contentions.  That 
arises  from  the  fact  that  only  a  few  words  have  an  exact  mean- 
Ing  even  when  used  under  certain  definite  conditions.  Figures, 
however,  are  exact  things,  and  11.5  cannot  be  Imputed  to  mean 
the  same  as  12  cents. 


Fourth  Section  Violations. — Commissioner  Campbell's  dis- 
sent in  the  recent  Anaconda  copper  case,  in  which  was  involved 
a  question  of  reparation  on  account  of  a  rate  in  violation  of  the 
long-and-short-haul  part  of  the  fourth  section,  has  served  to  raise 
a  question  as  to  how  soon  the  Commission  intends  bringing  a 
few  prosecutions  on  account  of  the  violations  of  that  part  of  the 
law.  It  holds  stoutly  to  the  proposition  that  the  shipper  cannot 
recover,  except  by  direct  proof  of  damage,  because  there  is  no 
presumption  of  damage  attaching  to  a  public  wrong,  or  words 
to  that  effect.  The  charging  of  a  higher  rate  for  a  longer  than 
a  shorter  haul,  according  to  the  Commission,  is  a  public  wrong 
for  which  the  government  might  punish  the  carrier  by  means  of 
a  fine.  If  the  disregard  of  the  fourth  section  is  a  violation  of 
the  rules  prescribed  under  the  sixth  section.,  then  a  penalty  rang- 
ing from  $25  to  $500  may  be  exacted.  If  it  is  necessary  to  find 
a  penalty  under  the  general  penalty  part  of  the  law,  then  a  fine 
as  high  as  $20,000  may  be  imposed.  Judge  Landis,  it  will  be 
recalled,  achieved  more  notoriety  a  few  years  ago  by  imposing 
a  fine  of  $29.000,000  on  the  Standard  OOil  Company  for  accepting 
rebates,  than  he  recently  acquired  by  "panning"  Babe  Ruth.  He 
fined  the  Standard  under  the  general  penalty  clause  of  the  act 
to  regulate  commerce.  He  made  the  blunder,  however,  of  saying 
that  each  barrel  of  oil  in  a  car  constituted  a  separate  offense 
because  it  constituted  a  shipment.  Of  course,  the  fine  did  not 
stick  because  a  barrel  in  a  car  with  other  barrels  all  moving 
under  one  bill  of  lading  is  no  more  a  shipment  than  is  a 
grain  of  wheat  in  a  carload.  Judge  Landis  may  have  suspected 
that,  but  imposing  a  fine  of  $29,000,000  made  a  good  story.  If 
the  Commission  could  bring  a  prosecution  for  violation  of  the 
fourth  section  before  a  judge  willing  to  obtain  advertising  in  that 
way,  it  might  persuade  him  to  impose  a  fine  of  $10,000,000  or 
$100,000,000  in  a  case  of  that  kind  and  thereby  serve  to  call  em- 
phatic attention  of  tariff-publishing  agents  that  there  is  a  long- 
and-short-haul  clause  in  the  fourth  section  that  must  be  obeyed 
if  the  railroad  is  to  remain  solvent.  Of  course,  there  are  men 
who  believe  that  if  a  solvent  man  steals  a  scuttle  of  coal  from 
his  neighbor  not  only  may  he  be  fined  for  the  public  wrong,  but 
the  owner  of  the  coal  may  obtain  judgment  for  the  value  of  the 
stolen  coal,  if  it  is  not  returned  to  him.  But  the  Commission 
thinks  the  rule  is  different  when  it  comes  to  the  money  a  carrier 
collected  by  means  of  a  rate  specifically  forbidden  by  law. 


Reconsignment  Charge  for  No  Service. — Now  that  business 
is  being  done  on  a  closer  margin  than  in  the  flush  days  of  the 
war  and  the  post-bellum  boom,  the  collection  of  reconsignment 
charges  at  rate-breaking  points  where  the  carrier  performs  no 
service  for  the  shipper  is  attracting  attention.  The  opinions  of 
the  Commission  on  the  point  are  not  clear  except  that  it  seems 
to  think  that  a  combination  on  a  rate-breaking  point  cannot  be 
used  except  on  condition  that  a  reconsigning  charge  is  paid,  even 
when  no  extra  service  is  performed  by  either  of  the  carriers. 
It  is  said  to  be  the  common  practice  at  rate-breaking  points  for 
a  carrier  that  has  delivered  a  car  to  the  consignee  on  his  own 
sidetrack,  to  call  for  a  reconsigning  charge  of  $7  a  car,  if  the  car 
is  sent  out  over  another  railroad,  under  new  billing  in  the  prep- 
aration of  which  the  first  carrier  had  no  part  and  as  to  which 
the  second  carrier  performed  no  service  other  than  acknowledg- 
ing the  receipt  of  that  car.  In  the  hurry  of  the  war,  when  it 
was  believed  that  shipments  through  rate-breaking  points  caused 
delays  to  equipment,  the  Commission  seemed  to  sanction  that 
species  of  exaction  for  no  service  at  all  in  plain  violation  of  the 
principle  in  the  Supreme  Court's  decision  in  the  Clark  Brothers 
Davenport  coal  case.  It  is  admitted  that  when  a  man  having  an 
office  in  St.  Louis  or  Louisville  asks  a  railroad  at  Cincinnati  to 
send  on  a  car  arriving  at  that  point,  under  new  billing,  the  car- 
rier has  performed  a  service  for  which  it  should  be  paid.  That 
is  a  reconsignment,  though  not  of  the  ordinary  kind,  because  the 
shipper  has  not  taken  possession  of  the  car,  simply  because  he 
has  no  agent  at  the  rate-breaking  point.  But  it  is  argued  that 
when  a  man  at  Cincinnati  has  a  car  sent  to  him  on  his  sidetrack, 
or  even  on  the  public  team  track,  by  the  Louisville  &  Nashville, 
that  carrier  is  through  with  the  transaction  when  the  man  pays 
its  bill  and  has  performed  no  service  Wr  him  if,  after  it  has 
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received  its  money,  the  man  presents  a  bill  of  lading  for  that 
car  to  the  Big  Four  and  asks  its  agent  to  sign  it.  If  the  trans- 
action were  taking  place  at  the  frontier  of  one  of  the  new  states 
in  Europe,  it  might  be  proper  for  the  Louisville  &  Nashville  to 
exact  a  penalty  because  the  shipper  had  not  unloaded  the  car, 
called  for  new  one  and  then  piled  the  lumber  back  on  again. 
But  the  Clark  Brothers  case  was  supposed  to  have  got  rid  of  the 
contention  that  there  must  be  actual  unloading  and  reloading  of 
a  car  at  a  rate-breaking  point  to  enable  the  shipper  to  take  ad- 
vantage of  the  fact  that  at  certain  places  rates  break.  The  prac- 
tice of  the  railroads,  under  the  opinions  of  the  Commission,  is 
likely  to  be  made  the  subject  of  formal  complaint.  Then,  if  the 
shippers  cannot  be  relieved  from  such  an  exaction,  they  will  prob- 
ably include  in  their  next  list  of  things  to  be  put  into  a  revised 
interstate  commerce  law  a  prohibition  against  such  a  practice. 

Hoover  and  Wallace  in  Rate  Cases. — Secretary  Hoover,  who 
has  been  one  of  the  foremost  of  the  Harding  administration  work- 
ers for  reductions  in  rates,  is  a  stickler  for  the  proprieties.  He 
appeared  before  Commissioner  Lewis  and  Special  Examiner  Pitt 
the  other  day  in  the  fish  conference,  on  the  understanding  that 
it  was  not  a  formal  case  between  two  conflicting  interests.  He 
said  the  Department  of  Commerce  was  equally  interested  in  the 
railroad  and  in  the  fish  industry,  implying  that,  therefore,  he 
should  not  take  sides.  Secretary  Wallace,  of  the  Department  of 
Agriculture,  however,  appeared  in  the  western  grain  rate  case  as 
a  witness,  taking  the  side  of  the  farmers.  As  head  of  the  depart- 
ment that  looks  particularly  to  the  interest  of  the  farmers,  he 
seemed  to  think  it  was  perfectly  proper  to  appear  as  a  witness 
for  the  shippers  of  grain  who,  it  might  be  remarked,  are  seldom 
the  growers  of  the  grain.  He  did  not  appear  solely  as  a  bearer 
of  facts.  He  came  to  express  opinions,  and,  therefore,  in  a  sense, 
as  an  advocate  of  lower  rates  on  grain  and  grain  products,  re- 
gardless of  the  fact  that  such  lower  rates  might  be  injurious  to 
the  interests  of  other  Americans  who  also  help  pay  his  salary 
and  keep  up  the  organization  of  which  he  is  the  head. 

S.  P.  Boats  for  Houston. — Reversal  of  Houston  commercial 
interests  on  the  proposal  of  the  Southern  Pacific  to  extend  its 
service  to  Houston  is  likely  to  attract  attention  in  every  port  on 
the  three  coasts.  The  whole  matter  has  been  one  of  embarass- 
ment  to  the  traffic  manager  of  every  city  involved.  It  compelled 
him  to  guess  what  would  be  the  better  interest  of  his  community 
— whether  to  pin  his  faith  on  the  line  in  operation  and  depend 
on  it  to  give  adequate  service,  or  to  back  the  proposal  of  the 
newcomer  and  run  the  risk  of  having  the  existing  line  put  out 
of  business  by  the  competition  and  then  being  left  with  only 
that  service  which  the  displacing  line  might  think  adequate,  but 
wich  might  be  much  less  than  the  displaced  line  gave  when  it 
was  eliminated.  All  his  guessing  has  had  to  be  done  on  the 
assumption  that  there  could  not  be  developed  enough  business 
for  two  lines.  Should  the  prospective  competition  result  in  the 
development  of  business  enough  for  the  two  lines,  then  the  fears 
that  each  adviser  has  entertained  would  be  found  to  be  ground- 
less. In  the  Houston  case  it  was  not  a  case  of  the  traffic  man- 
ager changing  his  mind,  but  of  a  new  traffic  manager  having  an 
idea  unlike  that  of  his  predecessor.  A.  E.  H. 


RATES  ON  SEA  FOODS 

The  Traffic   World   Washington  Bureau 

A  conference  between  carriers  and  shippers  on  the  ques- 
tion of  rates  on  fish  and  other  sea  foods  was  held  in  the  con- 
ference room  of  the  Commission  November  1.  Commissioner 
Lewis  and  Special  Examiner  R.  V.  Pitt  presided.  Mr.  Lewis 
told  those  participating  in  it  to  forget  that  he  and  Mr.  Pitt 
were  present.  He  suggested,  in  what  seemed  a  mildly  reprov- 
ing way,  that  apparently  they  had  never  before  tried  to  get 
together.  The  Commission,  he  suggested,  hoped  that  all  the 
shippers  and  all  the  carriers  would  get  together  with  a  view 
to  coming  to  understandings  about  rates  so  as  to  avoid  formal 
cases.  The  conference  grew  out  of  a  conference  held  last  spring 
at  the  Department  of  Commerce. 

Charles  E.  Cotterill  of  Atlanta  managed  the  conference  for 
the  fish  men.  At  the  morning  session  he  had  Gardner  Poole, 
president  of  United  States  Fisheries  Association,  and  Dr.  Louis 
Radcliffe,  of  the  bureau  of  fisheries  of  the  Department  of  Com- 
merce, tell  about  the  low  estate  into  which  the  industry  had 
fallen  since  the  beginning  of  the  slump  in  business  about  a 
year  ago.  Mr.  Cotterill  said  the  fish  men  contended  that  the 
high  rates  were  a  large  factor  in  causing  the  poor  condition 
of  the  fish  industry  and  that  he  expected  to  prove  that  that 
was  the  fact.  He  said  that  contention  often  had  been  put  for- 
ward, but  no  particular  effort  had  been  made,  in  respect  of 
some  of  the  complaining  industries,  to  prove  that  the  rates 
caused  the  trouble.  The  fish  industry,  he  said,  would  not  be 
one  of  that  kind.  It  would  undertake  to  support  its  contention 
with  facts  such  as  would  be  brought  forward  in  a  formal  case, 
so  that  the  railroad  men  would  know  that  the  complaint  of  the 
fish  men  was  not  being  made  in  the  general  hope  that,  in  the 
event  of  general  reductions,  they  would  get  what  was  coming 
to  them. 


Secretary  Hoover,  of  the  Department  of  Commerce,  spoke 
at  the  fish  conference  at  the  afternoon  session  of  November  1. 
He  said  the  great  quantities  of  fish  on  the  coasts  of  the  United 
States  had  never  been  exploited  as  a  source  of  food,  as  ought 
to  be  done  or  as  had  been  done  in  other  parts  of  the  world.  He 
hoped  that  the  conference  would  result  in  an  understanding  be- 
tween the  railroad  and  fish  industries  under  which  they  could 
work  together  for  the  benefit  of  each  and  the  extension  of  the 
use  of  fish  as  food. 

"The  Department  of  Commerce  is  interested  in  both  indus- 
tries involved  in  this  conference,"  said  he.  "I  did  not  expect 
to  have  anything  to  say)  Therefore  I  have  none  of  the  great 
mass  of  information  on  the  subject  in  the  possession  of  the 
Department  of  Commerce.  We  are  interested,  however,  in  the 
construction  of  a  bridge  over  which  the  two  industries  can  pass 
to  a  better  understanding,  so  that  the  use  of  fish,  especially  the 
lower  priced,  can  be  increased." 

Fishermen  and  fish  distributors  from  all  parts  of  the  coun- 
try were  called  to  the  witness  stand,  before  W.  A.  Terry,  of  the 
New  York  Central,  who  had  taken  the  leading  part  on  behalf 
of  the  railroads,  suggested  that  the  problem  was  so  complex  that 
little  progress  could  be  made  by  a  continuance  of  the  conference. 
Facts  had  been  brought  out,  he  said,  the  significance  of  which 
he  could  not  grasp.  In  fact,  he  said,  not  half  of  the  matters  men- 
tioned had  ever  been  brought  to  his  attention,  even  indistinctly. 
Therefore,  he  suggested,  a  good  plan  might  be  to  have  a  com- 
mittee of  fish  men  in  a  particular  territory  meet  with  a  commit- 
tee of  railroad  men  to  thresh  out  the  troubles  in  that  territory. 
He  made  that  suggestion  after  he  and  C.  C.  Robbins,  of  Chicago, 
had  had  a  bootless  argument  as  to  the  refrigerator  service  on 
fish  between  Chicago  and  Buffalo,  Robbins  asserting  that  there 
was  none  and  Terry  asserting  that  never  in  the  history  of 
railroading  had  there  been  such  good  service  between  Chicago 
and  New  York,  with  second  morning  delivery  in  Buffalo  and 
third  morning  delivery  in  New  York.  That  is,  to  freight,  what 
eighteen-hour  passenger  trains  were  to  passenger  service  in 
pre-war  days.  The  argument  was  futile  because  it  finally  came 
out  that  Mr.  Robbins  was  talking  about  L.  C.  L.  refrigerator 
service  and  Terry  was  talking  about  carload  refrigerator  service. 
The  latter  did  not  know  about  the  facts  with  regard  to  L.  C.  L. 
service,  but  said  he  felt  sure  there  was  such  a  service  on  dairy 
products,  when  the  volume  was  large  enough  to  warrant  it.  The 
fish  men  seemed  to  think  that  that  declaration  about  a  service 
for  dairy  products  was  an  admission  against  interest  which  the 
railroads  would  not  have  made  had  they  been  more  careful. 

Objection  to  committee  meetings  was  made  by  Charles  E. 
Cotterill.  He  objected  to  his  clients  being  remitted  to  the  ordi- 
nary freight  rate  committees,  because  they  are  not  empowered 
to  consider  national  economic  questions  such  as  he  insisted  this 
one  was.  Commissioner  Lewis  agreed  with  Cotterill  that  the 
questions  were  broader  than  the  scope  of  the  employment  of  the 
committees  and  that,  if  such  conferences  were  held,  they  should 
be  conducted  by  responsible  traffic  executives. 

W.  B.  Melitio,  of  St.  Louis,  a  fish  distributor,  said  the  rates 
were  so  high  that  they  circumscribed  the  area  of  distribution. 
He  said  that  on  oysters  from  Sayville,  L.  I.,  to  Tulsa,  Okla.,  the 
increase  in  freight  since  pre-war  days  had  been  more  than  100 
per  cent.  To  obtain  that,  he  took  the  carload  rate  from  Sayville 
to  St.  Louis  and  added  to  it  the  less  than  carload  rate  from  St. 
Louis  to  Tulsa,  using  the  percentage  figures  to  obtain  his  total 
of  more  than  100  per  cent. 

Fishermen  at  Montauk  Point  recently  have  had  to  set  free  the 
whiting  fish  caught  in  their  nets  because  the  market  was  so 
low  they  could  not  pay  the  express  rate  of  ?1.09  to  Fulton  Mar- 
ket in  New  York  City  and  get  anything  for  their  labor,  said 
Mr.  Vail,  a  fisherman.  Prior  to  the  express  business  of  the  Long 
Island  Railroad  being  taken  over  by  the  express  company,  he 
said,  the  Montauk  Point  fishermen  had  freight  service  that  was 
satisfactory.  A  representative  of  the  Long  Island  Railroad  said 
the  service  was  not  satisfactory  to  the  railroad  because  it  in- 
volved a  float  service  from  Long  Island  City  into  New  York. 
Now  the  fish  are  taken  by  wagon  into  the  city  from  the  express 
platform.  He  said  the  movement  of  fish  from  the  Point  may  be 
50  boxes  one  day  and  500  the  next.  To  send  them  by  freight, 
he  said,  would  require  the  running  of  a  freight  train  out  of  the 
Point  at  night,  for  which  there  would  be  no  business  other  than 
the  fish,  because  Long  Island's  freight  service  is  a  local  pick-up 
and  deliver  and  it  must  be  done  in  the  daytime.  He  admitted 
that  freeing  fish  was  not  at  all  unusual. 

William  Calvert,  of  Seattle,  suggested  that,  if  rates  were 
lower,  the  distribution  of  Pacific  coast  fish  would  be  increased. 
Pacific  coast  halibut,  a  high  grade  fish,  are  marketed  in  Boston 
in  competition  with  the  eastern  fish,  he  admitted. 


UTAH    RAILWAY    CONSOLIDATION 

The  Utah  Railway  Company  has  filed  an  application  with 
the  Commission  seeking  authority  to  acquire  and  operate  the 
railway  line  of  the  Utah  Terminal ;  Railway  Company,  which  is 
approximately  3.6  miles  in.  length  and  located  entirely  .within 
Carbon  County,  -Utah. 
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Decisions  of  Interstate  Commerce  Commission 


CATTLE,  TEXAS  TO  WYOMING 

The  Commission  has  dismissed  No.  12065,  W.  P.  Parks  vs. 
C.  B.  &  Q.  et  al.,  opinion  No.  7183,  64  I.  C.  C.,  147-8,  holding 
that  the  rates  on  cattle  from  Lemesa,  Tex.,  to  Moorcroft,  Wyo., 
in  January,  1920,  were  not  unreasonaule.  The  complainant 
shipped  25  carloads  of  cattle  from  Midland,  S.  D.,  to  Lemesa  for 
wintering  under  the  impression  that  if  they  were  returned  to 
the  north  the  carriers  would  apply  lo  the  northbound  movement 
one-third  of  the  southbound  rate.  The  Commission  said  that 
at  no  time  was  there  any  tariff  authority  for  the  shipment  of 
cattle  from  Midland  to  the  south  with  provision  for  a  reduced 
rate  on  a  subsequent  northbound  movement.  There  were  rates, 
however,  established  in  an  emergency  by  the  Director-General 
applying  from  Wyoming  and  the  extreme  western  part  of  South 
Dakota.  The  tariff  required  that  the  northbound  movement  be 
the  identical  stock  to  point  of  origin  and  over  the  same  route 
as  that  used  southbound.  Midland,  the  Commission  said,  is 
several  hundred  miles  east  of  Moorcroft  and  not  intermediate 
thereto  from  Lemesa,  hence  the  emergency  rates  did  not  apply. 

RATES  ON  STEEL  CROWN  BLOCKS,  ETC. 
In  a  report  and  order  on  No.  12126,  Parkersburg  Rig  &  Reel 
Co.  vs.  B.  &  O.  et  al.,  opinion  No.  7186,  64  I.  C.  C.  154-6,  the 
Commission  has  directed  the  establishment,  on  or  before  January 
25  next,  of  rates  and  carload  minimum  weights  on  steel  crown 
blocks  and  steel  calf  wheels  and  bull  wheel  shafts,  in  carloads, 
from  Parkersburg,  W.  Va.,  to  Eastland  and  Ranger,  Tex.,  which 
shall  not  exceed  those  contemporaneously  maintained  on  oil  well 
supplies  in  mixed  carloads  from  and  to  the  same  points.  The 
i  raffle  covered  by  this  complaint  consisted  of  three  carloads  of 
steel  calf  wheel  and  bull  wheel  shafts  shipped  between  September 
16,  1919,  and  January  28,  1920,  and  a  carload  of  steel  crown 
blocks  shipped  in  September,  1919.  Charges  were  collected  at 
the  second  class  rate  of  $2.115  on  the  crown  blocks  and  $1.07, 
$1.25  and  $1.19  on  the  steel  calf  wheel  and  bull  wheel  shafts. 
Lower  ratings  and  rates  were  imposed  on  oil  well  outfits  in 
which  shafts  and  crown  bocks  could  have  been  included. 


SHREVEPORT  CASE  DECISION 

In  a  report  on  further  hearing  on  No.  8418  (Shreveport  Case), 
the  Commission  has  modified  its  order  of  January  22,  1918,  so  as 
to  except  from  its  provisions  the  rate  on  sand  and  gravel  from 
Hart  Spur  to  Fort  Worth,  Tex.,  and  remit  to  the  Texas  authori- 
ties the  problem  of  removing  an  undue  prejudice  against  sand  and 
gravel  moving  from  Hart  Spur  to  Dallas,  as  being  wholly  within 
their  jurisdiction.  The  Commission,  in  a  report  written  by  Com- 
missioner Hall  (opinion  No.  7200,  64  I.  C.  C.  197-198),  held  that 
there  would  be  no  unjust  discrimination  against  Shreveport  if 
the  rate  from  Hart  Spur  to  Dallas  were  excepted  from  the  order 
of  the  Commission. 

Petition  for  further  hearing  was  made  by  the  Texas  com- 
mission, which  set  forth  that  Hart  Spur  could  not  compete  with 
Bonner  Spur  because  the  rate  from  Hart  Spur  is  70  cents  per 
ton,  while  the  rate  from  Bonner  Spur  is  only  $9  per  car. 


PETROLEUM  PRODUCTS  RATES 

The  Commission  has  dismissed  No.  11910,  James  A.  Coad  vs. 
Chicago,  St.  Paul,  Minneapolis  &  Omaha  et  al.,  opinion  No.  7192, 
64  I.  C.  C.  178-80,  holding  that  the  rates  on  petroleum  products, 
from  the  mid-continent  field  in  Kansas  and  Oklahoma,  to  Alton, 
la.,  Pipestone,  Minn.,  and  Beresford,  S.  D.,  are  not  unreasonable 
or  otherwise  unlawful.  The  complainant  contended  that  the 
rates  to  Beresford  and  Pipestone  were  in  violation  of  the  long- 
and-short-haul  part  of  the  fourth  section. 

In  its  report  the  Commission  said  that  the  complaint  grew 
out  of  the  grouping  of  rates  to  destinations  and  the  situation 
is  such  as  could  be  picked  out  in  connection  with  any  grouping 
system.  It  said  that  the  record  did  not  warrant  a  finding  of 
unreasonableness,  especially  in  view  of  the  fact  that  such  a 
finding  would  result  in  a  disturbance  of  the  present  adjustment, 
which,  the  carriers  contended,  was  in  accordance  with  the 
Commission's  decision  in  the  Mid-continent  Oil  case,  and  a  gen- 
eral reduction  in  rates  over  a  large  territory.  The  movement 
to  the  points  indicated,  it  said,  was  light. 

Some  relief  to  the  complainant  may  result  from  the  denial, 
in  fourth  section  order  No.  8100,  of  a  continuance  of  relief  at 
Sioux  Falls  for  rates  lower  than  those  contemporaneously  ap- 
plied at  Beresford  and  Salem,  S.  D.  The  Commission  held  that 
rates  to  Pipestone  were  not  in  violation  of  the  fourth  section. 


Company,  Incorporated,  vs.  Director-General,  opinion  No.  7198, 
64  I.  C.  C.  193-4.  The  shipment  was  forwarded  In  September, 
1918,  from  Phelps,  N.  Y.,  to  Plkevllle,  Ky.  A  combination  of  62 
cents  based  on  Catletteburg  was  imposed.  The  complainant  con- 
tended that  the  shipment  should  have  been  turned  over  by  the 
New  York  Central  or  that  that  carrier  should  have  notified  the 
complainant  that  a  lower  rate  prevailed  over  the  Lehigh  Valley 
than  over  its  route. 

The  Commission,  however,  ignored  the  complainant's  con- 
tentions that  the  New  York  Central  should  have  done  something 
which  would  have  enabled  it  to  obtain  the  benefit  of  a  rate  of  36 
cents  over  the  Lehigh  Valley.  Instead  it  found  a  combination  of 
44  cents  over  the  New  York  Central  and  Lehigh  Valley,  com- 
posed of  the  New  York  Central's  local  fifth  class  rate  of  9  cents 
to  Geneva  and  the  Lehigh  Valley's  fifth  class  rate  beyond  and 
ordered  reparation  to  the  basis  of  that  combination.  It  further 
held  that  the  rate  of  52  cents  over  the  route  of  movement  was 
not  unreasonable. 


RATE  ON  CANNED  KRAUT 

Reparation  on  a  carload  of  canned  sauerkraut  on  account  of 
misrouting  has  been  ordered  in  No.  11989,  Kentucky  Wholesale 


RATES   ON   WOODEN    BOXES 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11618,  E.  I.  du  Pont  de  Nemours  &  Co. 
vs.  West  Jersey  &  Seashore,  Director-General,  et  al.,  opinion  No. 
7189,  64  I.  C.  C.  170-2,  as  to  rates  on  empty  zinc-lined  wooden 
boxes  from  Haskell,  Paelin  and  Carney's  Point,  N.  J.,  to  Hope- 
well,  Va.,  via  Potomac  Yards  between  August,  1917,  and  March, 
1918.  The  holding  is  that  the  rates  were  unreasonable  because 
and  to  the  extent  that  they  exceeded  22.9  cents  from  Haskell  and 
17.8  cents  from  Carney's  Point  and  that  reparation  should  be 
made  to  the  basis  of  the  rates  mentioned. 

The  effect  of  the  order  is  to  make  operative  retroactively, 
through  Potomac  Yards,  rates  which  applied  via  Norfolk.  The 
rates  via  Norfolk  were  established  in  May,  1915,  at  about  the 
same  time  that  rates  were  established  on  wet  nitrocellulose 
in  the  reverse  direction.  Two  years  later  the  Norfolk  rates  on 
wet  nitrocellulose  were  applied  via  Potomac  Yards,  but  the  car- 
riers did  not  establish  the  Norfolk  rate  on  empty  boxes  in  the 
reverse  direction  via  Potomac  Yards  until  March,  1918. 

While  the  route  via  Norfolk  was  blocked  by  ice  in  the 
severe  winter  of  1917-18,  the  complainant  authorized  the  diver- 
sion of  the  boxes  to  the  Potomac  Yards  route,  for  a  short  time, 
and  then  withdrew  its  authorization.  Fifty-four  of  the  64  car- 
loads involved  in  the  complaint,  the  Commission's  report  said, 
were  diverted  under  the  authorizations,  but  ten  were  diverted 
without  authority.  The  Commission,  however,  disposed  of  the 
whole  matter  by  holding  the  rates  via  Potomac  Yards  unreason- 
able because  they  were  not  the  same  as  those  via  Norfolk.  The 
report  covers  four  supplemental  numbers  by  the  same  company. 

RATES    ON    COPPER    BARS 

In  accordance  with  its  prior  rulings  on  the  subject,  notably 
in  the  Iten  Biscuit  Company  case,  the  Commission  has  dis- 
missed No.  11754,  Anaconda  Copper  Mining  Co.  vs.  Director- 
General,  Buffalo,  Rochester  &  Pittsburgh  et  al.,  opinion  No. 
7180,  64  I.  C.  C.,  136-42,  holding  that  the  rates  on  copper  bars 
from  Anaconda  and  Black  Eagle,  Mont.,  to  Rome,  N.  Y.,  between 
July,  1916,  and  August,  1920,  were  not  unreasonable,  unjustl\ 
discriminatory  or  unduly  prejudicial.  The  Commission  found 
that  prior  to  August  31,  1920,  the  rates  to  Rome  were  not  in 
accord  with  the  long  and  short  haul  provision  of  the  fourth  sec- 
tion because  higher  than  to  Utica,  a  more  distant  point.  The 
rate  to  Utica,  the  Commission  said,  was  neither  charged  nor 
collected  and  the  complainant  made  no  effort  to  prove  damage 
by  reason  of  the  collection  of  higher  rates  to  Rome. 

The  decision  in  this  case  is  out  of  the  ordinary  for  the  rea- 
son that  Commissioner  Campbell,  in  a  dissent  in  which  he  dis- 
cussed many  cases  bearing  on  the  subject,  said  that  wherever 
the  question  as  to  whether  a  carrier  could  retain  money  ob- 
tained by  the  charging  of  an  unlawful  rate  had  been  brought 
into  court  the  judicial  tribunals  had  invariably  said  the  car- 
rier might  not  keep  the  money. 

"It  seems  anomalous  to  say  the  least,"  said  Mr.  Campbell, 
"for  this  Commission  whose  duties  are  but  quasi-judicial  to  take 
a  position  which  is  contrary  to  judicial  decisions  and  which  has 
the  effect  in  cases  like  this  of  rendering  the  long  and  shor1 
haul  provision  of  section  four  of  the  act  without  substantial 
force  and  effect. 

"To  my  mind  the  use  of  the  word  reparation  in  our  deci- 
sions in  these  cases  should  be  avoided  because  of  its  misleading 
effect.  Reparation,  in  its  very  element  presupposes  damage.  I 
think  the  word  restitution  would  be  more  appropriate. 

"Let  us  reverse  the  situation  and  assume  that  the  shipper 
had  refused  to  pay  the  rate  published  to  the  intermediate  point 
which  was  higher  than  the  rate  applicable  to  the  more  distant 
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point  and  we  had  held  that  the  intermediate  point  rate  was  an 
unlawful  rate.  Can  it  be  conceived  that,  upon  an  action  brought 
by  the  carrier  to  collect  from  the  shipper  the  higher  interme- 
diate rate,  he  could  have  obtained  judgment  for  a  rate  which 
was  declared  to  be  unlawful.  Much  less  could  it  be  conceived 
that  in  such  a  case  the  railroad  would  have  gotten  judgmen 
for  undercharge  against  the  shipper  to  the  intermediate  point, 
who  paid  only  the  rate  to  the  farther  distant  point,  unless  it 
was  proven  that  by  the  collection  of  such  unlawfully  published 
rate  he  would  be  damaged.  The  intermediate  rate  having  been 
declared  unlawful  the  next  step  is  to  find  what  is  the  lawful 
rate  to  apply  at  the  intermediate  point  and  the  law  clearly  de- 
fines what  that  shall  be  by  saying  'That  it  shall  be  unlawful  for 
any  common  carrier  *  *  *  to  charge  or  receive  any  greater  com- 
pensation in  the  aggregate  *  *  *  for  a  shorter  than  for  a  longer 
distance  over  the  same  line  or  route  in  the  same  direction. 

"Thus  it  is  clearly  pointed  out  that  the  lawful  rate  which 
may  be  charged  and  received  is  the  rate  published  to  the  more 
distant  point.  That  being  so  it  is  obvious  to  me  that  to  r 
quire  the  carriers  to  pay  back  the  difference  between  the  amount 
paid  and  that  applicable  to  the  more  distant  point  is  not  repa- 
ration necessitating  proof  of  damages  but  merely  restitution  on 
account  of  the  collection  of  an  amount  which  the  act  itself  con- 
demns as  unlawful." 

MISSOURI  RATES  AND  CHARGES 

Advances  that  have  been  estimated  will  bring  about  $47,000 
a  month  more  revenue  will  be  made  in  Missouri  intrastate 
rates  on  or  before  December  15,  in  obedience  to  the  Commis- 
sion's decision  in  No.  11802,  Missouri  rates  and  charges,  opin- 
ion No.  7211,  64  I.  C.  C.,  233-42.  The  order  requires  the  re- 
moval of  unjust  discrimination  against  interstate  commerce  and 
undue  prejudice  against  shippers  in  interstate  commerce  by 
the  substitution  of  the  rates  authorized  in  Ex  Parte  No.  7 
ihe  rates  authorized  by  the  Public  Service  Commission  of  Mis 
souri  in  its  decision  following  the  federal  body's  report  in  the 
case  resulting  in  the  advances  of  August  26,  1920.  In  its  pro- 
ceedings the  Missouri  Commission  allowed  the  increases  pres- 
scribed  by  the  federal  body  on  all  traffic  except  on  coal,  coke, 
brick  and  articles  basing  thereon;  sand,  gravel;  stone,  except 
carved;  crushed  rock;  chats;  cinders;  lime;  cement;  cement 
plaster;  plaster  and  articles  basing  thereon,  and  petroleum  and 
its  products.  The  Missouri  commission  re-opened  its  case  1 
January  and  held  hearings  thereon  in  March,  on  the  application 
of  the  railroads  to  re-consider  its  limitation  and  allow  the 
35  per  cent  increase  to  be  made  on  all  commodities.  It  has  not, 
however,  made  a  report  on  the  re-opened  case. 

The  report  is  without  any  argument  on  the  subject  which 
was  covered  in  prior  state  rate  cases.  It  shows  the  differences 
in  rates  caused  by  the  Missouri  commission's  limitation.  For 
instance  it  shows  that  on  soft  coal  from  Missouri  mines  to 
Liberal  Mo.  the  rate  over  the  interstate  route  of  the  Frisco, 
125  miles  long,  is  $1.89,  while  over  the  intrastate  route  of  the 
Missouri  Pacific,  130  miles  long,  it  is  only  $1.53.  The  report 
contains  many  other  illustrations  on  coal  alone.  Similar  care 
was  taken  to  show  other  differences  in  rates  caused  by  the  Mis- 
souri commission's  limiting  order.  The  report,  however  does 
not  contain  the  declaration  made  in  some  of  the  other  state 
rate  reports,  namely,  that  there  is  no  such  difference  in  trans- 
portation conditions  as  to  warrant  such  a  difference  in  rates. 
The  Commission  said  the  record  afforded  numerous  other  speci- 
fic examples  of  similar  disparities  between  interstate  and  intra- 
state rates  on  the  commodities  involved  and  clearly  shows  that 
the  present  relationship  unduly  prefers  intrastate  commerce  to 
the  undue  prejudice  and  disadvantage  of  interstate  traffic.  The 
specific  finding  is  as  follows: 

We  flnd  that  the  increases  made  by  the  respondents  in  the  rates 
for  the  transportation  of  coal;  coke;  brick  and  articles  basing  thereon; 
sand-  gravel;  stone,  except  carved,  etc.;  crushed  rock;  chats;  cinders; 
lime;  cement;  cement  plaster;  plaster  and  articles  basing  thereon; 
and  ptroleum  oil  and  its  products,  under  Ex  Parte  74,  and  now  in 
effect  result  in  reasonable  charges  for  the  interstate  transportation 
of  the  said  commodities  within  Missouri  and  between  points  in  Mis- 
souri nnd  noints  in  other  stfltns.  and  that  thP  failure  of  respondents 
correspondingly  to  increase  their  intrastate  rates  for  the  transporta- 
tion of  those  commodities  within  the  state  of  Missouri  has  resulted 
and  will  result  in  intrastate  rates  lower  than  the  corresponding  rates 
maintained  on  interstate  traffic  within  the  state  of  Missouri  and 
between  points  In  the  state  of  Missouri  and  points  in  other  states,  in 
undue  prc.Hidice  to  shinoers  of  intrr^tate  traffic  in  undue  preference 
of  and  advantage  to  shippers  of  intrastate  traffic,  and  in  unjust  dis- 
crimination against  interstate  commerce. 

Commissioners  Eastman,  Campbell  and  Lewis  dissented, 
without,  however,  setting  forth  any  views  in  addition  to  those 
which  they  have  heretofore  expressed. 


RATE  ON  GASOLINE 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  12143,  Gulf  Refining  Company  of  Louisi- 
ana, in  behalf  of  Union  Petroleum  Co.  of  Philadelphia,  vs.  St. 
Louis-San  Francisco  et  al.,  opinion  No.  7202,  64  I.  C.  C.  201-2,  as 
to  a  rate  of  50  cents  on  gasoline,  shipped  in  September,  1915, 
from  West  Tulsa,  Okla.,  to  Gretna,  La.,  because  and  to'  the 


extent  that  it  exceeded  the  subsequently  established  rate  of  33 
cents  per  100  pounds.  The  complaint  was  made  informally  in 
1917  because  in  October  of  that  year,  two  years  after  the  freight 
bill  was  paid,  the  carrier  presented  a  bill  for  undercharges.  In 
June,  1920  the  Commission  notified  the  complainant  that  the 
matter  could  not  be  disposed  of  informally,  wherefore  a  formal 
complaint  was  filed  December  4,  1920.  The  carriers  interposed, 
as  a  defense,  a  plea  of  the  statute  of  limitations  but  the  Com- 
mission said  their  defense  was  without  merit  because  the  formal 
complaint  was  filed  within  the  six  months  after  notice  that 
the  matter  could  not  be  settled  informally.  The  complaint  got 
in  one  day  ahead  of  the  expiration  of  the  time. 

RATES  ON  ALFALFA  MEAL 

An  order  of  reparation  has  been  made  in  No.  11954,  Otto 
Weiss  Milling  Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  7196,  64 
I.  C.  C.  189-90,  on  a  holding  that  the  rates  on  alfalfa  meal  from 
Winfield  and  Viola,  Kan,  to  Cairo,  111.,  milled  in  transit  at 
Wichita,  were  unreasonable  because  and  to  the  extent  that  they 
exceeded  the  aggregates  of  the  intermediate  rates  based  on 
Kansas  City  and  St.  Louis. 

COAL,  MOSS,  VA.,  TO  TOLEDO 

In  accordance  with  the  line  of  cases  in  which  it  has  held 
that  it  will  not  require  the  return  of  money  collected  on  rates 
made  in  violation  of  the  fourth  section,  the  Commission  has 
dismissed  No.  11996,  Clinchfield  Coal  Corporation  vs.  Carolina, 
Clinchfield  &  Ohio  et  al.,  opinion  No.  7181,  64  I.  C.  C.  143-4.  It 
held  that  the  former  rate  on  soft  coal  from  Moss,  W.  Va.,  to 
Toledo,  O.,  although  in  violation  of  the  fourth  section  because 
higher  for  a  shorter  than  for  a  longer  haul  over  the  same  rails 
in  the  same  direction,  applied  to  shipments  between  September 
1  and  October  1,  1919,  was  not  unreasonable.  On  June  21,  1921, 
the  railroads  corrected  the  fourth  section  violation  by  making 
the  rate  from  Dante,  Va.,  to  Toledo  applicable  from  Moss  to 
Toledo.  The  Commission  said  that  that  rate  was  neither  un- 
reasonable nor  unduly  prejudicial.  It  added  that  the  complain- 
ant had  not  shown  itself  to  have  been  damaged  by  the  undue 
prejudice  that  may  have  been  caused  by  the  violation  of  the 
fourth  section. 

For  reasons  set  forth  in  Anaconda  Copper  Mining  Co.  vs. 
Director-General,  64  I.  C.  C.  136,  Commissioner  Campbell  dis- 
sented. 


FRESH    MEAT,   SPOKANE  TO   SALT   LAKE 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  fresh  meat  from  Spokane  to  Salt  Lake  City  has  been  made 
in  No.  11797,  Armour  &  Co.  vs.  Oregon  Short  Line  et  al.,  opinion 
No.  7190,  64  I.  C.  C.  173-4.  The  carriers  assessed  a  rate  of  $1.21 
on  three  carloads  of  fresh  meat  shipped  in  August,  1917.  Armour 
&  Co.  contended  that  that  rate  was  unjust  and  unreasonable 
because  and  to  the  extent  that  it  exceeded  $1.05,  which  was 
the  rate  subsequently  established.  The  Commission  agreed 
with  the  complainant  and  directed  reparation  to  that  basis. 


COAL,  NEW   RIVER  TO  UNIONTOWN 

The  Commission  has  dismissed  No.  11968,  Washington  Steel 
&  Ordnance  Co.  vs.  Baltimore  &  Ohio  et  al.,  opinion  No.  7197, 
64  I.  C.  C.  191-2,  on  the  ground  that  the  rates  on  soft  coal  from 
the  New  River  district  (group  No.  1)  in  West  Virginia  to  Union- 
town,  D.  C.,  in  the  months  from  August  to  November,  1918, 
inclusive,  were  not  unreasonable  or  otherwise  unlawful.  On 
account  of  fuel  administration  orders,  the  complainant  had  to 
pay  rates  of  $2.80  and  $2.90  per  ton  instead  of  $2.20  that  it  had 
been  accustomed  to  paying  on  coal  from  its  usual  source  of 
supply. 


RATES   ON    PAPER 

Rates  on  newsprint,  book,  and  writing  paper,  in  carloads, 
from  Ladysmith,  Wis.,  Kalamazoo,  Mich.,  and  Hamilton  and 
Urbana,  O.,  to  Vancouver,  B.  C.,  and  Tacoma,  Wash.,  between 
December  5,  1918,  and  February  27,  1919,  were  not  unreason- 
able or  otherwise  unlawful.  Therefore  the  Commission,  having 
so  found,  has  dismissed  No.  12019,  Ault  &  Wiborg  Co.  vs.  Chi- 
cago, Milwaukee  &  St.  Paul  et  a!.,  opinion  No.  7195,  64  I.  C.  C., 
186-8.  The  complaint  arose  out  of  the  cancellation  of  export 
rates  by  General  Order  No.  28,  the  paper  being  intended  for 
export  to  China. 


FUEL    OIL,   TEXAS  TO    LOUISIANA 

An  order  of  dismissal  has  been  made  in  No.  11798,  Wenger- 
Armstrong  Petroleum  Co.  vs.  M.  K.  &  T.  of  Texas  et  al.,  opinion 
No.  7191,  64  I.  C.  C.,  175-7,  on  a  holding  that  the  rate  on  fuel 
oil  from  Burkburnett,  Tex.,  to  Export  Oil  Spur,  La.,  for  export 
in  February,  March,  and  April,  1920,  was  not  unreasonable,  un- 
duly prejudicial  or  otherwise  unlawful.  The  complaint  was 
directed  against  a  rate  of  24.5  cents  in  effect  on  both  crude  and 
refined.  The  Commission  said  that  domestic  rates  on  fuel  oil 
are  generally  less  than  on  refined  but  it  had  not  been  shown 
in  this  case  that  the  rate  of  24.5  cents  on  refined  oil  for  export 
was  the  reasonable  maximum  export  rate  or  that  the  export 
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r. in>  on  crude  should  have  been  lower  than  24.5  cents.  It  called 
attention  to  the  fact  that  the  domestic  rate  on  crude  to  New 
Orleans  was  10  cents  higher  than  the  assailed  export  rate. 


COAL,  CLAY,  KY.,  TO  CLINTON,  IA. 
An  award  of  reparation  on  account  of  misroutini?  has  been 
made  in  No.  12118,  West  Kentucky  Coal  Co.  vs.  Director-Gen- 
eral,  as  agent,  opinion  No.  7185,  64  I.  C.  C.,  151-3.  Four  car- 
loads of  coal  were  misrouted  from  Clay,  Ky.,  to  Clinton,  la.,  In 
January,  1920.  The  Commission  said  that  the  rate  applicable 
over  the  route  shipments  should  have  been  moved  was  not. 
unreasonable. 


REFUND  OF  CATTLE  CHARGES 

Charges  collected  for  unperformed  out  of  line  movement 
from  Halvern,  Calif.,  to  Alvarado,  Calif.,  In  connection  with  the 
transportation  of  cattle  between  January  1,  1918,  and  March  1, 
1920,  have  been  ordered  refunded  in  No.  12361,  Grayson  Owen 
Co.  vs.  Director-General,  Nevada-California-Oregon  Co.  et  al., 
opinion  No.  7187,  64  I.  C.  C.,  157-8.  The  Commission  held  that 
(lie  charges  were  illegal  to  the  extent  that  they  exceeded  tin1 
through  rate  from  origin  to  final  destination  plus  an  additional 
charge  of  $5  per  car  for  transit  service.  The  shipments  moved 
over  a  narrow  gauge,  but  before  they  moved  the  part  of  the 
line  between  Halvern  and  Alvarado  was  changed  to  standard 
gauge  and  the  services  for  which  charges  were  illegally  col- 
lect cd  were  not  rendered. 


ASHES,  PATERSON,  N.  J.,  TO  GOSHEN,  N.  Y. 
An  order  of  reparation  has  been  entered  in  No.  12099,  Le 
Prestre  Miller  Stock  Faims,  Inc.,  vs.  Erie,  opinion  No.  7184,  64 
I.  C.  C.,  149-50,  on  account  of  unreasonable  rates 'on  ashes  from 
Paterson,  N.  J.,  to  Goshen,  N.  Y.,  between  June  30  and  Decem- 
ber 28,  1917.  Freight  was  collected  at  sixth  class  on  a  minimum 
of  50,000.  Those  rates  yielded  a  return  of  approximately  $1.20 
and  $1.35  per  car-mile  and  2.7  and  3  cents  per  ton-mile  for  a  43 
mile  single  line  haul.  The  Erie  conceded  that  the  rates  were 
unreasonable  but  sought  to  avoid  an  award  of  reparation  on 
the  ground  that  no  damage  had  been  proved,  and  also  on  the 
ground  that  the  complaint  was  barred  by  the  statute  of  limita- 
tions. The  Darnell-Taenzer  supreme  court  decision  and  the 
Commission's  own  decision  in  Thomas  Iron  Co.,  57  I.  C.  C.,  657, 
wf  re  used  by  the  Commission  as  answer  to  the  Erie's  contention. 


CEDAR  POLES,  MINNESOTA  TO  IOWA 
The  Commission  has  dismissed  No.  12041,  F.  R.  Pendleton 
and  H.  S.  Gilkey,  doing  business  as  Pendleton  &  Gilkey  vs. 
Director-General  et  al.,  opinion  No.  7182,  64  I.  C.  C.,  145-6,  hold- 
ing the  allegation  that  the  charges  on  a  carload  of  white  cedar 
poles  shipped  from  Mizpah,  Minn.,  to  Albion,  la.,  were  based  on 
an  excessive  weight  had  not  been  sustained. 


REPARATION    ON    GAS    MASKS 

Reparation  on  account  of  an  unreasonable  rate  on  gas  masks 
has  been  ordered  in  No.  11896,  Houston  Chamber  of  Commerce 
et  al.  vs.  Houston  &  Texas  Central  et  al.,  opinion  No.  7193,  64 
I.  C.  C.,  181-2.  The  Commission  said  the  rate  of  $4.18  per 
imndred  pounds  (double  first  class),  imposed  on  the  theory  that 
the  masks  were  life  saving  apparatus,  was  unreasonable  to  the 
extent  that  it  exceeded  first  class  at  actual  weight.  The  gas 
masks  were  defective,  so  the  government  sold  them  and  they 
were  bought  for  exhibition  purposes. 


RATES  ON   SULPHURIC  ACID 

An  award  of  reparation  on  account  of  unreasonable  rates  on 
sulphuric  acid  in  iron  drums,  carloals,  from  Richmond,  Va.,  to 
Kannapolis,  X.  C.,  has  been  made  in  No.  11926.  Cannon  Manufac- 
turing Company  vs.  Southern  et  al.,  opinion  No.  7194,  64  I.  C.  C. 
183-5.  The  finding  is  that  the  rates  were  unreasonable  because 
and  to  the  extent  that  they  exceeded  $3.10  before  and  $3.90  after 
June  25,  1918.  Rates  of  $5  per  ton  were  collected  prior  to  and 
$6.50  per  ton  after  June  25,  1918.  The  $3.90  rate  was  established 
after  the  shipments  in  question  were  made. 


RATE  ON   FEEDER  CATTLE 

The  Commission  has  dismissed  No.  12079,  H.  P.  Jones  vs. 
Southern  Pacific  and  Director-General,  opinion  No.  7207,  64 
I.  C.  C.  221-2,  holding  that  the  rate  on  feeder  cattle  from  Lone 
Pine,  Calif.,  to  Brawley  and  Calipatria,  Calif.,  during  federal 
control,  was  not  unreasonable.  The  complainant  paid  $118  per 
car.  Before  he  shipped  he  asked  for  a  lower  rate.  A  week 
after  he  shipped  the  rate  was  reduced  to  $99  per  car.  Later 
it  was  raised  to  $114. 


RATE   ON   SULPHATE   OF  AMMONIA 

The  Commission,  in  a  report  on  No.  11933,  Hazelhurst  Oil 
Mill  &  Fertilizer  Co.  vs.  Elgin,  Joliet  &  Eastern  et  al.,  opinion 
No.  7203,  64  I.  C.  C.  203  4,  has  held  unreasonable  a  joint  sixth 
class  rate  of  67.5  cents  on  sulphate  of  ammonia,  from  Gary, 
Ind.,  to  Hazelhurst,  Miss.,  because  and  to  the  extent  that  it  ex- 


i  > ••  ileU  31.6  eenlH.  Some  shipments  were  made  during  and  HOM» 
after  federal  control.  The  complainant  paid  charges  at  the  31.5- 
cent  rate,  which  It  claimed  would  be  the  proper  amount  to 
charge.  The  Commission  found  that  while  the  joint  sixth  class 
rate  seemed  to  be  the  proper  one  to  apply,  there  were  two 
combinations  lower  than  that.  The  carriers  admitted  that  3l.fi 
cents  would  have  been  the  reasonable  rate  and  expressed  willing- 
ness  to  make  reparation  to  that  basis  and  to  establish  the  rate. 
for  the  future.  The  Commission,  therefore,  has  authorized  the 
waiving  of  undercharges  and  dismissed  the  complaint. 


RATINGS  ON  ROLLER  CHAIN 

A  rating  of  second  class,  L.  ('.  L.,  and  fourth  class,  C.  I, . 
has  been  ordered  to  be  established  on  or  before  January  9, 
1922,  on  machine  finished  steel  roller  chain  in  bags  in  official 
classification  territory,  in  a  decision  on  No.  12032,  Link-Belt 
Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al.,  opinion  No.  7199,  64  I.  C.  C., 
195-6.  The  condemned  ratings  were  one  and  one-half  times 
first  class,  L.  C.  L.,  and  first  class,  C.  L.,  on  the  chain  in  ques- 
tion. In  barrels  or  boxes  the  second  and  fourth  class  ratings 
have  been  in  effect  since  December  30,  1919.  There  has  been 
no  provision  for  shipment  in  bags  since  September  15,  1916. 
The  Commission  said  that  contrary  to  the  terms  of  the  classi- 
fication shipments  in  bags  had  been  accepted  and  that  under 
rule  5,  section  3  (c)  of  the  classification  the  ratings  assessed  on 
the  chain  in  bags  were  three  classes  higher  than  when  shipped 
in  barrels  or  boxes.  The  Commission  said  that  roller  chain 
could  not  be  damaged  except  through  such  rough  treatment  as 
would  damage  any  of  the  several  types  of  chains  manufactured 
by  the  complainants'  as  well  as  many  other  articles  which  are 
now  accepted  for  transportation  and  packed  in  bags 


DELAY   IN    PRINTING    REPORTS 

The  Commission  has  issued  a  printed  copy  of  its  report  and 
order  on  I.  and  S.  No.  1303,  Rates  to,  from,  and  between  points 
south  of  the  Ohio  River,  including  the  Mississippi  Valley,  opinion 
No.  7179,  64  I.  C.  C.  107-35,  originally  put  out  in  mimeographed 
form.  It  was  put  out  in  that  form  so  as  to  get  it  to  the  rail- 
roads in  time  to  have  them  comply  with  the  order  by  filing 
tariffs  by  a  certain  date. 

The  Commission  is  being  hampered  somewhat  in  its  work 
by  a  provision  of  the  law  forbidding  the  expenditure  of  more 
than  half  the  appropriation  for  a  given  year  in  the  first  six 
months  of  that  year.  That  law  was  enacted  several  years  ago 
to  place  a  check  on  the  demands  put  on  the  government  printing 
office  and  also  to  discourage  reckless  expenditure  of  funds  in 
the  early  part  of  a  year  on  the  assumption  that  Congress  would 
be  "easy"  and  grant  deficiency  appropriations  after  the  Christ- 
mas holiday  recess,  which  is  the  time  for  making  such  ap- 
propriations. 

Unfortunately  the  heavy  report  work  of  the  Commission 
came  in  the  early  part  of  the  present  fiscal  year.  Therefore  in 
the  past  few  weeks  all  the  printing  that  could  be  put  off  has 
been  held  back  so  that  the  allotment  for  printing  will  not  be 
exhausted  before  the  end  of  the  first  six  months. 


LOADING    OF    PERISHABLES 

Comparison  of  the  loading  of  perishable  commodities  by 
districts  for  the  first  nine  months  of  1921,  compared  with  the 
same  period  last  year  and  with  the  total  for  1920,  in  the  West 
and  Northwest,  has  betn  made  by  the  car  service  division  as 
follows: 

Jan.  1.  1921      Jan.  1.  1920 

to  to  Year. 

District.  Oct.  1.  1921.     Oct.  1,  1920.  1920. 

Ol'.fo.nia     136.083  104,638  138.477 

Washington   and   Oregon 32.987  19.946  43.666 

Colorado.   Utah  and  Idaho 20,916  13.306  19,679 


Total    189,986 
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201,822 


Comment  is  also'  made  by  the  division  that,  dating  from 
May,  1921,  the  ton-miles  have  increased,  while  tons  per  car  have 
decreased. 

"This  decrease  in  'tons  per  car'  represents  a  waste  of  trans- 
portation, at  all  times  important,"  the  division  says,  "but  in 
periods  of  car  shortage  a  serious  loss  to  the  shipping  public  in 
the  number  of  cars  of  which  they  are  deprived  by  absorption 
in  the  more  extravagant  use  of  facilities  in  the  matter  of  car 
loading." 

Referring  to  a  chart  issued  by  it,,  the  division  says: 

It  will  be  noted  that  corn,  oats,  bituminous  coal,  pulpwood.  logs, 
posts  and  poles,  refined  petroleum,  automobiles.  Iron  (pig  and  bloom), 
have  loaded  tills  year  in  excess  per  car  of  the  corresponding  period  of 
1920.  On  the  other  hand,  certain  commodities,  flour  anrt  meal,  cottcn. 
citrus  fruits,  other  fresh  fruits,  live  stock,  coke,  clay  and  stone,  lum- 
ber, household  goods,  bar  iron  and  fertilizer  do  not  compare  favorably 
with  192D  loading:  the  loss  is  particularly  apparent  with  respect  to 
flour  and  meal,  bar  iron  and  fertilizer.  This  Is  especially  important 
with  respect  to  clturs  fruits  and  other  fresh  fruits  because  of  the 
extremely  heavy  demand  for  refrigerator  cars. 
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Tentative  Reports  of  the  Commission 


EXPRESS  CHARGE  ON  FRT.  SHIPMENTS 

In  a  report  by  Examiner  Howard  Hosmer  on  No.  12602,  Man- 
hattan Electrical  Supply  Co.,  Inc.,  vs.  American  Railway  Express 
Co.  et  al.,  he  proposes  that  the  Commission  hold  that  shipments 
made  in  freight  cars  by  the  American  Railway  Express  Company 
during  congestion  in  the  summer  of  1920  were  nevertheless  ex- 
press shipments  on  which  express  charges  would  have  to  be 
collected. 

The  facts  as  set  forth  by  Hosmer  are  that  some  time  in  July 
the  supply  company  bought  a  carload  of  copper  cable  from  the 
manufacturer  at  Economy,  Pa.  It  asked  that  the  cable  be  for- 
warded by  freight.  Because  of  congestion  the  Pennsylvania  had 
placed  an  embargo  on  freight  movements  in  the  districts  sur- 
rounding Pittsburgh,  which  covers  Economy.  After  unsuccess- 
fully endeavoring  for  some  three  or  four  weeks  to  have  the  cable 
shipped  by  freight  the  complainant  ordered  it  forwarded  by 
express  to  Ravenna,  Ohio,  to  be  reshipped  by  freight  to  Chi- 
cago. Thereupon  the  cable  was  loaded  in  an  ordinary  box  car 
which  was  hauled  from  Economy  to  Pittsburgh  August  14  in  a  train 
handling  only  express  between  Pittsburgh  and  Homewood  Junc- 
tion, Pa.  At  Pittsburgh  the  car  was  transferred  to  another  train 
handling  express  matter  for  movement  to  Alliance,  Ohio.  There 
were  no  solid  express  trains  from  either  Pittsburgh  or  Alliance 
to  Ravenna,  so  the  car  was  hauled  from  Alliance  to  Ravenna 
by  switch  engine  used  in  moving  both  freight  and  express  cars 
between  those  points.  The  express  company  explained  that, 
while  it  was  not  the  usual  practice  to  load  express  shipments 
in  freight  cars  unequipped  for  movement  in  express  trains,  at 
that  time  no  other  cars  were  available  for  this  shipment. 

"From  the  foregoing  facts,"  Hosmer  said,  "it  seems  clear 
that  the  shipment  must  be  viewed  as  one  by  express  in  fact  as 
well  as  in  name." 

The  first  class  any  quantity  rate  of  99  cents  per  hundred 
pounds  from  Economy  to  Ravenna  was  applied  upon  the  ship- 
ment that  weighed  36,363  pounds.  If  the  shipment  had  moved 
by  freight  the  rate  would  have  been  15.5  cents. 

"Express  service  for  shipments  such  as  the  one  here  con- 
sidered," said  the  examiner,  "is  seldom  resorted  to  unless  an' 
emergency  necessitating  expedited  movement  justifies  the  addi- 
tional expense  involved.  In  the  present  case  use  of  express 
service  enabled  complainant  to  move  its  property  at  a  time  when 
transportation  by  freight  was  unobtainable,  and  the  compensa- 
tion for  that  service  was  properly  higher  than  the  freight  charge 
would  have  been.  There  is  no  evidence  tending  to  prove  that  the 
rate  charged  was  unreasonable." 


pounds  for  the  first  ten  days  after  the  expiration  of  free  time 
and  one-half  cent  for  each  succeeding  ten  days  or  fraction 
thereof. 


EXPLOSIVES  FOR  FRANCE 

In  a  report  on  No.  12448,  Republic  of  France  vs.  Philadelphia 
&  Reading  and  Director-General,  involving  an  interpretation  of 
the  highly  technical  demurrage  and  storage  tariffs  of  the  Reading, 
Attorney-Examiner  M.  A.  Pattison  has  recommended  a  holding 
that  the  charge  of  7.5  cents  per  hundred  pounds  assessed  by  the 
Philadelphia  &  Reading  for  delivery  by  car  float  of  carload  ship- 
ments of  explosives  to  vessels  in  Wilmington,  Del.,  harbor  was 
illegal  when  applied  to  shipments  for  export  delivered  by  float 
to  vessels  tied  up  at  the  pier  on  the  Delaware  side  of  the  Dela- 
ware River  within  the  limits  of  Wilmington  harbor  as  described 
in  the  tariff  but  to  have  been  in  accordance  with  the  tariff 
when  applied  on  shipments  delivered  to  ships  in  mid  stream  or 
at  Carney's  Point  and  Deepwater  Pier,  N.  J. 

Demurrage  and  storage  charges  assessed  at  Wilmington  on 
carloads  of  wet  nitrocellulose  and  wet  picric  acid  for  export, 
the  examiner  said,  were  illegal  and  reparation  should  be  made. 
The  report  also  covers  No.  12450,  Republic  of  France  vs.  Direc- 
tor-General, as  agent. 

The  report  in  this  case  covers  one  .of  the  large  number  of 
complaints  brought  by  the  director  of  the  administrative  service 
in  the  United  States  of  the  French  republic.  The  complaints 
bring  in  question  the  legality  of  storage  charges  assessed  and 
collected  on  hundreds  of  thousands  of  tons  of  ammunition,  hisrh 
explosives,  barbed  wire,  steel,  and  other  war  materials.  In  this 
particular  case  the  question  was  as  to  whether  an  absorption 
tariff  applied  to  all  the  deliveries  in  question,  but  the  examiner 
by  car  float.  The  complainants  contended  that  the  absorption 
tariff  applied  to  all  the  deliveries  in  question  but  the  examiner 
said  it  applied  only  to  deliveries  by  car  float  to  ships  tied  up 
at  piers  on  the  Delaware  side  of  the  river  within  the  harbor 
limits  of  Wilmington  and  not  to  deliveries  made  to.  ships  in 
mid  stream  or  at  Carney's  Point  or  Deepwater  Pier  on  the  New 
Jersey  side  of  the  river.  The  examiner  said  that  the  demurrage 
charges  imposed  on  wet  nitrocellulose  and  wet  picric  acid  for 
export  were  illegal  to  the  extent  that  they  exceeded  charges  that 
would  have  accrued  on  the  basis  of  ten  days'  free  time  and  that 
the  storage  charges  were  illegal  to  the  extent  they  exceeded 
those  that  would  have  accrued  at  the  rate  of  1  cent  per  hundred 


RATES   ON   BAR  IRON 

Examiner  Frank  E.  Mullen  has  recommended  the  dismissal 
of  No.  12425,  Fort  Wayne  Rolling  Mill  Corporation  vs.  C.  M.  & 
St.  P.  et  al.,  on  a  holding  that  the  rates  on  bar  iron,  in  carloads, 
from  Fort  Wayne  to  points  in  Indiana,  Illinois,  Wisconsin  and 
Missouri,  in  1918,  1919  and  1920  were  not  unreasonable.  The 
report  also  covers  No.  12427,  Same  vs.  Director-General,  et  al. 
Two  hundred  and  seventy-three  carloads  were  involved.  The 
examiner  said  the  record  disclosed  several  over-and-under- 
charges  and  that  the  Commission  should  require  their  adjust- 
ment. 

The  complaints  grew  out  of  the  readjustment  following  the 
Commission's  decision  in  the  Five  Per  Cent  ease,  31,  I.  C.  C.  351, 
in  which  the  class  and  commodity  rates  were  increased  through- 
out central  freight  association  territory,  but  not  in  Illinois  terri- 
tory. The  complainant  alleged  that  the  Illinois  competitors  were 
unduly  favored  by  the  readjustment. 

February  29,  1920,  there  was  a  readjustment  of  rates  on  bar 
iron,  which  the  Commission  thinks  put  the  Indiana  shippers 
on  a  good  basis.  The  examiner  thinks  the  Commission  should 
not  condemn  the  adjustment  existing  prior  to  that  date. 


RATING    ON    PETROLATUM 

Third  class  applied  to  shipments  of  petrolatum,  Examiner 
Paul  O.  Carter  advised  the  Commission,  in  a  report  on  No. 
12270,  Chesbrough  Manufacturing  Co.,  Consolidated,  vs.  Director- 
General,  as  agent  et  al.,  was  not  the  proper  one  during  federal 
control  on  shipments  from  Perth  Amboy  to  Jersey  City.  He 
said  the  Commission  should  order  the  refund  of  the  charges  in 
excess  of  fifth  class,  which  is  the  rating  on  petroleum  and  its 
products  in  Official  Classification  territory.  The  higher  rating 
was  assessed  on  the  theory  that  the  petrolatum,  the  trade  name 
of  which  is  vaseline,  is  a  medicine  and  should  have  paid  the 
medicine  rating.  Carter  said  the  tariff  was  ambiguous  and 
proved  his  assertion  by  the  fact  that  for  part  of  the  time  since 
the  tariff  became  effective  fifth  class  was  applied  to  the  com- 
modity in  question. 


REPARATION    ON    GRAVEL 

An  award  of  reparation  on  account  of  an  unreasonable  rate 
on  gravel  from  Hattiesburg,  Miss.,  to  Beaumont,  Tex.,  has  been 
recommended  by  Attorney-Examiner  William  B.  Hunter,  in  a  re- 
port on  No.  12567,  Magnolia  Petroleum  Co.  vs.  New  Orleans  & 
Northeastern  et  al.  The  complainant  contended  that  the  rate 
was  unreasonable  to  the  extent  that  it  exceeded  $1.10  per  cubic 
yard  of  3,000  pounds,  plus  11  cents  per  100  pounds,  which  became 
effective  May  15,  1920.  The  shipments  moved  in  February,  1920, 
at  a  rate  of  49  cents  per  100.  Contemporaneously  a  rate  of  $1.10 
to  New  Orleans  and  11  cents  beyond.  Hunter  said  reparation 
to  that  basis  should  be  ordered. 


REPARATION    ON    COAL 

Reparation  on  a  finding  of  unreasonableness  has  been  rec- 
ommended by  Examiner  Leo  J.  Flynn,  in  a  report  on  No.  12499, 
Far  West  Clay  Co.  vs.  C.  M.  &  St.  P.  et  al.,  as  to  rates  on  coal 
from  Foran,  Wash.,  to  Clay  City,  Wash.,  during  federal  control 
He  said  the  Commission  should  find  that  the  rates  were  unrea- 
sonable to  the  extent  that  they  exceeded  $1.10.  A  rate  of  $1.40 
was  applied,  but  after  correspondence  it  was  reduced  to  $1.10, 
so  the  only  question  was  as  to  reparation. 


RATES  ON   BROKEN  GLASS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  P.  F.  Gault,  in  a  report 
on  No.  12788,  Ouachita  Valley  Glass  Co.  vs.  Alabama  &  Vicks- 
burg  et  al.,  as  to  rates  on  cullet  (broken  glass)  from  Winchester, 
Ind.,  to  Bastrop,  La.  He  said  the  Commission  should  hold  that 
the  rates  imposed  were  unreasonable  because  they  exceeded 
55  cents  per  100  pounds  on  shipments  made  in  September,  1920, 
and  March,  1921. 


CALIFORNIA   RICE    RATES 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12341,  Rosenberg  Brothers  &  Co.  et  al.  vs. 
Director-General,  as  agent,  on  a  holding  that  the  intrastate  rates 
in  California  of  the  Southern  Pacific  and  Santa  Fe  during  federal 
control  on  paddy  rice,  which  is  rice  in  the  husk  before  milling, 
were  not  unreasonable.  The  complainants  asked  for  rates  the 
same  as  on  other  grain  in  effect  between  December  31,  1917,  and 
June  26.  1918.  The  local  rates  of  the  carriers  were  attacked  as 
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s  ilie  joint  rates  iliey  made  in  connection  with  the  Sacra- 
mento Northern,  formerly  an  electric  line,  and  the  San  Fran- 
lamento.  also  formerly  an  electric  line.  Both  short 
lines  were  relinquished  on  June  26,  1918.  Gerry  said  the  rec- 
ord did  not  tend  to  show  i hut  the  rates  had  hindered  the  develop- 
iin  nt  of  the  rice  industry  in  California;  that,  on  the  contrary, 
it  hud  grown  unuilv:  and  that  the  comparisons  with  rates  on 
rice  in  Arkansas  and  other  parts  of  the  country  were  Incon- 
cluelve. 


of  $1.10  for  an  average  dlHtance  of  about  ix  miles,  t.-i.-in-d  to 
by  I  he  complainant,  th<>  examiner  said,  wan  not  excessive  for 
so  short  a  haul. 


RATE  ON   FRESH    MILK 

Chief  Examiner  R.  E.  Quirk  has  recommended  the  dismissal 
m  No.  12638,  V.  G.  Tice  vs.  Lehigh  Valley  et  al.,  on  a  holding 
that  the  rate  on  fresh  milk,  L.  C.  L.,  from  Yale.  N.  Y.,  to  Allen 
id\\n.  I'n.,  bet  wet  n  January  1,  1918,  and  December  1,  1920,  had 
not  been  shown  to  be  unreasonable,  unjustly  discriminatory  or 
unduly  prejudicial. 


RATE  ON  STOCK  CATTLE 

In  a  report  on  No.  12563,  Healy  &  Co.  vs.  M.  K.  &  T.  et  al., 
Attorney-Examiner  \V.  B.  Hunter  suggests  a  finding  of  unreason- 
ableness as  to  a  rate  of  35  cents  on  stock  cattle  from  Kansas 
City  to  Oklahoma  City  in  February,  1920.  because  and  to  the  ex- 
tent it  exceeded  a  subsequently  established  rate  of  26.5  cents. 
Hi  advised  the  Commission  that  he  had  found  undercharges 
which  the  Commission  should  direct  cancelled. 


CRUDE  RUBBER,  PACIFIC  COAST  TO  OMAHA 
Examiner  .1.  Edgar  Smith,  in  a  report  on  No.  12573,  Sprague 
Tire  &  Rubber  Company,  said  the  Commission  should  hold  not 
unreasonable  the  rate  on  crude  rubber  from  Pacific  coast  points 
to  Omaha  when  applied  to  shipments  moving  in  May,  1919.  A 
rate  of  $1.5G5  was  imposed  on  crude  imported  from  Brazil.  On 
-May  29.  1919,  the  Director-General  reduced  the  rate  to  $1  and 
the  complainant  thought  it  should  receive  reparation  down  to 
the  basis  of  that  rate. 


RATES  ON  LUMBER  IN  WASHINGTON 
Examiner  Paul  O.  Carter  has  recommended  the  dismissal  of 
No.  12124,  W.  A.  Wimsatt  vs.  Baltimore  &  Ohio  et  al.,  on  a  hold- 
ing that  the  rates  in  effect  on  lumber  and  forest  products  be- 
tween industries  on  different  lines  in  Washington  are  not  un- 
reasonable nor  unduly  prejudicial.  The  complainant  said  that 
the  rates  were  in  violation  of  the  aggregate  of  intermediates 
clause  of  the  fourth  section.  The  examiner  disagreed  with 
him  on  all  the  points  he  sought  to  make.  The  allegation  that 
there  were  departures  from  the  fourth  section  was  withdrawn 
at  the  hearing. 


STEEL    BILLETS    FOR    FRANCE 

The  Commission  has  been  advised  by  Attorney-Examiner 
M.  A.  Pattison  that  it  should  dismiss  No.  12688,  Republic  of 
France  vs.  Erie,  on  a  holding  that  the  rate  imposed  on  a  number 
of  carloads  of  steel  billets  shipped  in  November  and  December, 
1917,  from  Hammond,  Ind.,  to  New  York  for  export  was  neither 
unreasonable  nor  otherwise  unlawful.  Charges  were  originally 
assessed  on  the  basis  of  $5.30  per  long  ton.  That  rate  was 
applicable  on  round  billets  not  less  than  3  inches  in  diameter, 
rough  rolled  and  not  smooth  or  surface  finished.  Subsequently 
the  shipments  were  raised  to  32.5  cents  per  hundred  pounds 
on  the  theory  that  they  were  forgings  or  castings.  The  exam- 
iner thinks  that  that  increased  rating  was  all  right. 


RATES   ON   SCRAP   IRON 

A  holding  of  unreasonableness,  an  award  of  reparation,  and 
an  order  for  the  future  have  heen  recommended  by  Examiner 
Richard  T.  Eddy  in  a  report  on  No.  12525,  Standard  Rail  and 
Steel  Co.  vs.  Missouri  Pacific,  Director-General,  et  al.,  on  account 
of  rates  on  scrap  iron  from  Hot  Springs  and  Pine  Bluff,  Ark., 
to  Quincy,  111.,  on  shipments  made  in  1919.  The  examiner  said 
the  rates  were  unreasonable  because  and  to  the  extent  that 
they  exceeded  the  combination  of  intermediates  based  on  East 
St.  Louis,  to  which  basis,  he  said,  reparation  should  be  ordered. 
The  order  for  the  future,  if  made,  will  require  the  carriers  to 
observe  the  East  St.  Louis  combination  or  to  establish  joint 
rates  on  that  basis. 

RATE  ON  STEEL  RAILS  AND  PLATES 
Attorney-Examiner  M.  A.  Pattison  has  recommended  a  find- 
ing of  unreasonableness  and  an  award  of  reparation  in  No. 
12320,  Republic  of  France  vs.  Director  General,  as  agent,  as  to 
a  rate  on  new  steel  rails  from  Galveston  to  New  Orleans.  Pat- 
tison said  the  Commission  should  find  that  the  combination 
rate  on  the  rails  applied  on  shipments  moving  in  April,  May 
and  November,  1919,  was  unreasonable  to  the  extent  that  it 
exceeded  34  cents  a  hundred  pounds.  The  complaint  also  al- 
leged that  the  rate  on  steel  plates  from  Galveston  to  New 
Orleans  was  unreasonable  and  unduly  prejudicial.  The  attorney- 
examiner  said  the  Commission  should  find  that  the  legally  ap- 
plicable fifth  class  rate  of  56.5  cents  on  plates  was  neither 
unreasonable  nor  unduly  prejudicial. 


RATES  ON  FLOUR  AND  BRAN 

Attorney-Examiner  Richard  T.  Eddy  has  recommended  the 
dismissal  of  No.  12413.  Waggoner  &  Gates  Milling  Co.  vs.  Mis- 
souri Pacific,  Director-General  et  al.,  on  a  finding  that  the 
aggregate  of  intermediate  rates  based  upon  St.  .Louis  was  and 
is  legally  applicable  on  flour  and  bran  milled  at  Independence, 
Mo.,  from  wheat  shipped  to  Independence  from  Kansas  City 
originating  beyond  and  reshipped  from  Independence  to  Nash- 
ville. Eddy  said  that  the  Commission  should  further  hold  that 
the  rate  had  not  been  shown  to  have  been  or  to  be  unreasonable, 
unjustly  discriminatory,  unduly  prejudicial  or  violative  of  the 
fourth  section.  Among  the  allegations  was  that  the  defendants 
maintained  higher  grain  rates  from  Independence  to  Nashville 
than  those  contemporaneously  maintained  from  Kansas  City  and 
Omaha,  more  distant  points,  in  violation  of  the  fourth  section 
and  that  the  charges  collected  were  in  excess  of  the  published 
rate.  The  rates  were  26.5  cents  prior  to  August  26,  1920,  and 
34.5  cents  after  that  date. 


RATES  ON   BRICK   IN   ILLINOIS 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Charles  R.  Seal  in  No.  12508,  Illinois  Brick  Co.  vs.  C.  M.  &  St. 
P.  and  Director-General,  on  a  holding  that  rates  on  brick  from 
Shormerville,  111.,  to  Chicago  and  intermediate  points  and  to 
Buena  Park  and  Evanston,  111.,  and  stations  situated  between 
those  points  during  federal  control,  were  not  unreasonable. 
Senl  recommended  a  further  holding  that  the  complainant  had 
not  shown  itself  to  have  been  damaged  by  reason  of  the  unjust 
discrimination  and  undue  prejudice  alleged.  He  said  the  rates 
assailed  were  relatively  high  in  comparison  with  those  relied 
upon  by  the  complainant,  but  that  the  evidence  failed  to  estab- 
lish their  inherent  unreasonableness.  The  car-mile  earning 


RATES   ON   COAL   IN    INDIANA 

Examiner  Bronson  Jewell  has  suggested  the  dismissal  of 
No.  11908,  Hydraulic-Press  Brick  Co.  vs.  Chicago  &  Eastern 
Illinois  et  al.,  on  a  holding  that  the  rates  on  soft  coal  from 
mines  in  the  Clinton  and  Brazil  districts  in  Indiana  to  Brazil, 
Ind.,  during  federal  control,  were  not  unreasonable.  This  re- 
port also  covers  No.  11908,  Sub  No.  1,  National  Fireproofing 
Co.  vs.  Director-General  et  al. 


CATTLE,  MEMPHIS  TO  BIRMINGHAM 

A  finding  of  unreasonableness  and  an  award  of  reparation 
has  been  advised  by  Examiner  F.  W.  McM.  Woodrow  in  a  report 
on  No.  12064,  Birmingham  Packing  Co.  vs.  Illinois  Central  et  al., 
as  to  rates  on  cattle  from  Memphis  to  Birmingham,  the  unrea- 
sonableness consisting  of  joint  rates  in  excess  of  the  aggregate 
of  the  intermediates.  A  further  holding  recommended  is  that 
the  rates  on  cattle  and  hogs  are  unduly  prejudicial  to  Birming- 
ham and  unduly  preferential  of  Nashville.  He  said  that  the 
undue  prejudice  should  be  removed  by  publishing  for  the  future 
rates  based  on  the  mileage  scale  to  be  established  in  accordance 
with  the  Commission's  opinion  in  East  Tennessee  Packing  Co. 
vs.  Director-General,  63  I.  C.  C.  322. 


RATES  ON  WOOL 

The 'Traffic   World   Washington  Bureau 

The  Boston  Wool  Association  has  asked  the  railroads, 
through  Traffic  Manager  Davis,  to  make  a  blanket  all-rail  rate 
on  wool  from  the  west  to  Boston  of  $2  per  100  pounds,  or,  if  they 
do  not  like  the  idea  of  a  wide  blanket  like  that,  to  make  a  pro- 
portional rate,  equal  to  sixty  per  cent  of  the  fourth  class  from 
the  wool  country  in  the  Rocky  Mountains  to  the  Pacific  ports  so 
they  can  send  wool  to  the  ports  and  have  it  carried  to  the 
east  via  the  Canal  and  coastwise  ships  on  the  Atlantic,  if  it  is 
not  carried  all  the  way  from  the  Pacific  ports  to  Boston  and 
other  eastern  destinations  in  the  ships  that  take  it  at  the  Pacific 
ports. 

In  the  event  neither  is  granted,  it  is  understood  the  wool 
association  will  formally  ask  the  Commission  to  prescribe  a 
proportional  rate  under  the  power  given  it  long  ago  and  under 
the  express  mandate  in  the  law  of  1920  that  transportation  by 
water  shall  be  fostered  and  encouraged. 

All  these  things  come  along  at  the  same  time  the  transcon- 
tinental carriers  are  pressing  a  fourth  section  application,  which, 
if  granted,  will  establish  a  rate  of  $1.35  from  the  Pacific  coast 
terminals,  all-rail  or  rail-and-water,  to  enable  the  transcontinen- 
tal carriers  to  meet  the  competition  through  the  Canal  they 
aver  now  exists. 

ASHLAND   COAL   &    IRON    NOTE 

The  Ashland  Coal  &  Iron  Railway  Co.  has  applied  to  the 
Commission  for  authority  to  issue  a  short-term  promissory  note 
for  $180,000  to  meet  existing  obligations. 
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SENATE  COMMITTEE  HEARINGS 

The  Traffic   World    Washington  Bun-tin 

•  R.  Hudson  Burr,  chairman  of  the  Florida  Railroad  Commis- 
sion, In  testifying  before  the  Senate  interstate  commerce  com- 
mittee, October  28,  advocated  repeal  of  section  15-a  and  amend- 
ment of  the  part  of  the  transportation  act  giving  the  Commis- 
sion jurisdiction  over  abandonment  and  construction  of  rail- 
roads. He  said  the  Commission,  acting  under  section  15-a,  com- 
pelled some  carriers  in  Florida  to  advance  rates  which  they  did 
not  desire  to  increase. 

The  Florida  commission,  he  said,  had  authorized  in  large 
part  the  same  percentage  advance  as  prescribed  by  the  Commis- 
sion, but  that  there  were  some  commodities  which  had  been 
arbitrarily  advanced  by  Director-General  McAdoo  in  excess  of 
the  25  per  cent  increase  authorized  under  G.  0.  No.  28.  These 
arbitrary  advances  were  removed  by  the  Florida  commission,  he 
said.  After  that  was  done,  he  said,  the  Florida  commission 
"advanced  the  rates  approximately  56  per  cent,  giving  the  roads 
the  full  25  per  cent  allowed  on  other  commodities  by  the  Direc- 
tor-General in  his  order  No.  28  and  the  full  25  per  cent  advance 
on  the  rates  thus  produced,  which  had  been  allowed  by  the  Inter- 
state Commerce  Commission  in  the  Southern  district." 

"Some  Florida  roads  were  satisfied  with  these  rates  and  put 
them  into  effect  without  complaint,"  said  he,  "but  other  roads 
complained  to  the  Interstate  Commerce  Commission  and  asked 
to  have  still  further  advances  ordered  by  that  commission.  The 
advances  asked  for  were  granted,  and  because  the  roads  that 
were  satisfied  with  the  Florida  rates  fell  within  the  same  rate 
group  as  the  complaining  roads,  the  Interstate  Commerce  Com- 
mission made  an  order  compelling  them  to  put  into  effect  the 
same  advances,  although  they  had  not  asked  for  them." 

Mr.  Burr  recited  numerous  specific  instances  of  injustice  to 
Florida  shippers,  which,  he  said,  resulted  from  the  Commission's 
action  in  the  Florida  intrastate  rate  case. 

"It  is  quite  apparent  that  as  far  as  the  Florida,  case  is 
concerned,  the  Commission  did  not  stop  to  consider  any  case 
of  actual  discrimination,"  remarked  Senator  Cummins,  advising 
the  witness  to  curtail  his  testimony  along  that  line. 

In  response  to  a  question  by  Senator  Kellogg,  Mr.  Burr  said 
he  recognized  the  right  of  the  Commission  under  the  Shreveport 
power  to  declare  illegal  an  intrastate  rate  held  to  be  discrimina- 
tory against  persons  or  communities  in  interstate  commerce,  but 
that  there  should  be  proof  to  support  such  findings  and  that, 
further,  the  evidence  should  go  to  the  question  of  the  reason- 
ableness of  both  the  state  and  interstate  rates  involved. 

"The  Interstate  Commerce  Commission  finds  discrimination 
where  there  is  a  mere  difference  in  rates,"  said  Mr.  Burr.  "There 
must  and  can  be  a  difference  in  rates  without  discrimination 
resulting." 

Senator  Cummins  said  the  witness  need  not  argue  that  point 
with  him — that  he  fully  recognized  the  declaration  to  be  true. 
Taking  up  the  resolution  of  the  state  commissioners  asking 
that  the  act  be  amended  so  as  not  to  relieve  carriers,  in  abandon- 
ment and  construction  cases,  from  state  laws  applying  to  tracks 
wholly  within  a  state,  Mr.  Burr  charged  that  the  Interstate  Com- 
merce Commission  had  too  much  to  do  to  know  whether  a  three- 
mile  railroad  line  ought  to  be  taken  up.  He  referred  to  a  case 
in  which  the  Atlanta  &  St.  Andrews  Bay  Railroad  was  authorized 
by  the  Commission  to  abandon  three  miles  of  road  between  St. 
Andrews  and  Panama  City.  Fla. 

At  the  request  of  the  Commission,  he  said,  the  Florida  com- 
mission took  the  testimony  in  the  case  and  transmitted  the 
record  to  the  Commission.  He  said  the  report  made  by  the  Com- 
mission did  not  reflect  what  was  in  the  record — that  the  Com- 
mission had  said  there  were  only  two  fish  concerns  at  St.  An- 
drews while  the  testimony  showed  there  were  three,  and  that 
ihe  report  stated  that  in  a  certain  period  only  twelve  carloads 
of  fish  had  moved,  while  in  fact  the  record  showed  that  103  cars 
had  moved. 

Mr.  Burr  expressed  the  belief  that  the  Commission  had  not 
seen  the  record  in  the  case  and  that  the  matter  had  been  left 
to  "some  inexperienced  clerk." 

Senator  Cummins  said  it  was  not  material  whether  or  not 
the  Commission  had  made  a  mistake  in  one  particular  case  but 
that  the  important  question  was  whether  Congress  should  vest 
in  the  Commission  authority  to  pass  on  such  questions.  Burr 
said  he  believed  the  Commission  should  have  jurisdiction  over 
strictly  interstate  lines  of  railroad  but  not  over  lines  operating 
wholly  within  a  state. 

John  F.  Shaughnessy,  chairman  of  the  Nevada  commission, 
testifying  on  intrastate  rate  regulation,  said  he  was  of  the  opin- 
ion that  railway  traffic  managers  could  handle  local  rate  ques- 
tions before  state  commissions  better  than  before  one  central 
body  and  that  he  believed  that  some  of  them  felt  that  way. 
"The  railroads  have  been  urging  relief  from  48  masters," 
said  he.  "I  believe  I  see  a  change  among  operating  managers 
who  believe  that  the  railroads  have  gone  a  little  too  far." 

Restoration  of  rate  control  by  the  state  commissions,  he 
said,  would  relieve  the  Interstate  Commerce  Commission  of 
much  hostile  criticism  to  which  it  has  been  subjected  because 
of  its  state-wide  rate  orders.  He  expressed  the  belief  that  the 
power  of  the  Commission  under  the  Shreveport  cases  should 


be  modified,  telling  the  committee  he  believed  a  satisfactory 
plan  could  be  worked  out  whereby  the  states  would  have  full 
control  over  state  rates  and  that  when  the  federal  Commission 
or  anyone  else  believed  there  was  discrimination  against  inter- 
state commerce,  such  matters  could  be  handled  and  settled  by 
joint  meetings  between  the  state  commissions  and  the  federal 
Commission.  Senator  Cummins  said  he  would  like  to  see  Mr. 
Shaughnessy  "try  his  hand"  at  preparing  an  amendment  to  the 
law  embodying  his  ideas.  Mr.  Shaughnessy  agreed  to  prepare 
such  an  amendment. 

Taking  up  the  situation  in  Nevada,  Mr.  Shaughnessy  said 
many  rates  were  "absolutely  extortionate"  as  the  result  of  the 
Commission's  order. 

"This  wholesale  regulation  of  rates  won't  do,"  he  asserted. 

"You  might  use  a  stronger  word  than  that,"  said  Senator 
Cummins. 

"I  wish  I  could  think  of  it,"  said  Shaughnessy. 

"Instead  of  removing  discrimination  the  Commission  has 
made  orders  that  created  discrimination,"  commented  Senator 
Cummins. 

Mr.  Shaughnessy  said  the  state  commissions  desired  to  see 
the  railroads  get  fair  treatment  and  that  the  state  commissions 
had  been  misrepresented  in  that  respect. 

Chairman  Cummins  said  he  did  not  agree  with  the  witness 
that  section  15-a  had  increased  rates.  He  said  rates  would 
have  been  increased  as  much  as  they  were  even  though  that 
section  had  not  been  put  into  the  law. 

"My  judgment  is  the  roads  won't  earn  more  than  enough 
this  year  to  pay  their  interest  on  bonds  and  probably  not  that 
much,"  said  he. 

Mr.  Shaughnessy  asked  whether  it  would  not  be  better  to 
eliminate  the  "mandate"  from  the  act  and  leave  the  question 
of  a  fair  return  to  the  Commission. 

"So  far  as  revenues  are  concerned,"  said  Senator  Cummins, 
"somebody  has  got  to  pay  enough  to  keep  the  roads  going." 

Resuming  his  statement  on  the  injustices  worked  by  the 
Commission  in  the  various  states,  Mr.  Benton  told  the  committee 
of  the  situation  in  South  Carolina,  where,  he  said,  the  Commis- 
sion had  gone  so  far  as  to  set  aside  state  statutes  fixing  mini- 
mum fares  and  forbidding  the  imposition  of  conductors'  penalty 
charges.  As  the  result  of  the  Commission's  order,  he  said,  the 
charge  to  a  person  boarding  a  train  without  a  ticket  for  a 
one-mile  trip  had  been  raised  from  five  cents  to  twenty-seven 
cents. 

"It  is  this  sort  of  thing  that  has  irritated  the  people  of  the 
several  states  and  that  has  created  resentment  against  the 
law,"  said  he. 

Mr.  Benton  said  that  in  fairness  to  the  Commission  it  should 
be  said  that  it  recognized  the  hardships  imposed  by  the  state- 
wide orders  and  that  it  was  acting  in  good  faith  under  the 
transportation  act  as  construed  by  it  in  making  the  orders. 

Senator  Cummins  said  it  appeared  that  the  fundamental 
error  made  by  the  Commission  was  that  it  held  that  if  state 
rates  were  lower  than  interstate  rates,  there  was  conclusive 
evidence  of  discrimination.  He  said  he  did  not  believe  that 
any  member  of  Congress  intended  that  the  Commission  should 
proceed  as  it  has. 

"I  never  dreamed  the  Commission  would  declare  a  rate 
discriminatory  unless  it  had  investigated  that  particular  rate 
and  found  it  to  be  a  discrimination  against  persons  or  communi- 
ties in  interstate  commerce,"  said  he. 

Senator   Stanley   said   he   agreed  with   Chairman   Cummins. 

"Suppose  all  state  commissions  fixed  intrastate  rates  on  a 
confiscatory  basis,  what  do  you  thing  as  to  the  power  of  the 
Commission  to  correct  such  a  condition?"  asked  Senator  Poin- 
dexter. 

Mr.  Benton  replied  that  the  Commission  did  not  have  the 
power  to  adjust  intrastate  rates  "purely  on  a  revenue  basis." 

"It  is  perfectly  absurd  that  the  Commission  should  change 
rates  that  it  never  investigated,"  said  Senator  Poindexter,  "but 
as  to  whether  of  not  the  fixing  of  rates  on  a  confiscatory  basis 
discriminates  against  interstate  commerce  is  what  I  had  in 
mind." 

Mr.  Benton  reiterated  that  the  Commission  did  not  have 
the  power  to  meet  such  a  situation  if  it  developed. 

Possibility  that  the  Supreme  Court  might  sustain  the  Com- 
mission in  its  interpretation  of  the  law  was  hinted  by  Mr.  Ben- 
ton  when  he  said  it  would  take  a  rash  man  to  say  that  the  court 
would  not  put  a  constructicn  on  the  act  that  Congress  never 
intended  should  be  put  upon  it.  He  declared  Congress  must 
define  "discrimination"  and  stipulate  the  proof  required  to  prove 
"discrimination"  or  else  the  Commission  could  continue  to 
issue  its  state-wide  orders.  The  Commission,  he  said,  claimed 
it  could  issue  the  orders  without  the  authority  imposed  by  tho 
transportation  act. 

Mr.  Benton,  resuming  his  testimony  October  31,  said  the 
state  commissions  were  not  asking  a  change  in  the  policy  of  the 
law  with  respect  to  the  jurisdiction  of  the  Interstate  Commerce 
Commission  over  intrastate  rates.  Senator  Cummins  had  just 
remarked  that  while  he  did  not  favor  giving  the  Commission 
authority  to  correct  intrastate  rates  on  the  basis  of  insufficiency 
of  revenue,  it  must  be  remembered  that  "we  have  been  going 
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for  years  on  the  assumption   ihal   i IIP  states  must  not  dlncriml- 
Bate  against    interstate  commerce." 

"What  «»>  ask  Congress  to  do,"  said  Mr.  Benton,  "Is  to  de- 
termine the  exact  extent  it  wishes  the  Interstate  Commerce 
Commission  m  set  aside  the  laws  and  orders  of  the  several 
states.  \Ve  have  Indicated  how  far  we  think  Congress  should 
go.  but  Congress  Is  the  Judge.  Then  we  ask  also  that  Congress 
require  ihe  Commission  to  state  the  facts  on  which  It  rests  Its 
lusions." 

"What  language  do  you  think  should  be  put  In  the  law  to 
accomplish  that?"  asked  Chairman  Cummins. 

Mr.  Benton  said' he  was  not  prepared  to  give  the  exact  lan- 
guage, but  would  do  so  later. 

"Siereotyped   findings   of  facts,"  was  the  way   Mr.   Benton 
rilied  the  Commission's  findings  in  the  numerous  Intrastate 
rate  case's  decided  by  it.     In  response  to  questions  by  Senator 
KelloKK.   Mr.   Benton  declared   that   he  personally   believed  Con- 

s  should  lake  from  the  Commission  every  bit  of  the  authority 
under  which  it  has  exercised  control  over  Intrastate  rates. 

Senator  Pomerene,  of  Ohio,  read  a  letter  from  the  Philip 
Carey  Company,  of  Cincinnati,  in  which  reference  was  made  to 
the  demand  ol"  t  lie  state  commissions  for  limiting  the  power  of 
the  Commission  over  intrastate  rates.  The  writer  expressed 
the  belief  that  the  Supreme  Court  would  sustain  the  Commis- 
sion's interpretation  of  the  law  and  the  hope  that  Congress 
would  not  take  from  the  Commission  the  power  exercised  by 
it  in  the  intrastate  rate  cases.  He  referred  to  discrimination 
against  the  company  because  of  lower  rates  in  Illinois  than  in 
Ohio  and  said  if  the  Commission  were  deprived  of  the  power 
to  remove  discrimination  by  fixing  intrastate  rates,  it  "would 
teave  us  without  recourse." 

"I  express  no  final  view  on  this  question."  said  Senator 
Pomerene,  adding,  however,  that  the  letter  presented  "the 
other  side  of  the  case." 

Senator  Cummins  remarked  there  was  no  intention  of  taking 
from  the  Commission  the  power  to  prescribe  intrastate  rates 
where  intrastate  rates  are  found  discriminatory  against  persons 
or  localities  in  interstate  commerce. 

"There  are  bills  pending  here  to  take  away  that  power," 
said  Senator  Pomerene.  "It  is  a  serious  problem." 

Both  Senators  Pomerene  and  Poindexter  then  remarked 
that  the  Commission  had  made  some  "unfortunate  orders." 

Senator  Cummins  said  the  Commission  had  "apparently  mis- 
conceived the  law  and  taken  over  the  entire  state  field  without 
any  evidence  as  to  particular  rates  removed."  He  also  said 
Congress  had  not  attempted  to  give  anyone  the  right  to  com- 
plain that  an  interstate  rate  discriminated  against  an  intrastate 
•rate. 

"We  have  not  attempted  to  deal  with  intrastate  rates  at 
all  except  as  they  become  discriminatory  against  interstate  com- 
merce," said  he. 

Senator  Pomerene  inquired  whether  or  not  the  Supreme 
:ourt  would  not  clarify  the  situation  by  its  decisions  in  the  intra- 
state rate  cases  pending  before  it.  Mr.  Benton  replied:  "Not 
Efficiently." 

Senator  Cummins  said  the  committee  would  hear  Mr.  Benton 
urther  when  he  was  prepared  to  submit  the  exact  changes  the 
state  commissions  believe  should  be  made  in  the  law  with  re- 
spect to   the  regulation   of  intrastate   rates.     .In   the  meantime, 
Chairman   Reed,   of   the  Kansas   commission,   S.   H.   Cowan   and 
lifford  Thome  were  to  be  heard. 

Mr.  Shatighnessy,  chairman  of  the  Nevada  commission,  in 
•esponse   to   the  request  of  Chairman   Cummins,   submitted  the 
oliowins;  as  embodying  his  views  as  to  how  the  law  should  be 
amended: 

See.    1.   That   paragraph    (1)    of  section   3   of   the   Interstate   Corn- 
Act,   as  amended,   be  amended  to  read  as  follows: 
"(1)  That    it    shall    he   unlawful   for  any   common   carrier   subject 
the    provisions   of   this   act   to   make   or   give   any   undue   or  unrea- 
onable  preference   or   advantage   to  any   particular   person,   company, 
irm.   corporation,    or   locality,    or   any   particular   description   of   traf- 
,    in    any    respect    whatever,    or    to    subject    any    particular    person, 
ompany.    firm,    corporation,   or   locality,    or  any   particular   description 
«  traflic,    to   any   undue   or   unreasonable   prejudice   or   disadvantage 
n    any    respect    whatsoever:      Provided,    however,    That    nothing    in 
s   Act    contained    shall    be    construed    to    limit    in    any   degree   the 
jower  of  a   State   to  prescribe   with   final   effect  the   rates,   fares  and 
charges  which  shall   be  imposed  and   collected   for  the   transportation 
f   passengers    or    property,    or    the    transmission    of    intelligence    by 
wireless   between   points   within    such    States,   and   otherwise 
o    regulate    such    transportation    and    transmission,    which    power    is 
xi>n.s.si\     recognized    in    the    several    States,    and    left    unaffected    by 
farthing  contained   in   this   or  any  other  section   of  this  Act." 

Sec.  2.  That  paragraph   (3)   of  section  13  of  said  Interstate  Com- 
Act,  us  :i  mended  by  section  416  of  the  Transportation  Act,  1920, 
e  amended   to  read  as  follows: 

"(3)  To    the    end    that    full    information    may   be    developed    upon 
hich,    after    hearing,    all    necessary    adjustments    of    rates    may    be 
lade   by   state   and    federal   authorities   respectively,    the   commission 
may   ((infer  with   the  State   authorities  having   regulatory   jurisdiction 
ver  the  class   of  persons  and  corporations  subject  to   this  Act  with 
•espect    to    the    relationship    between    rate    structures    and    practices 
t  carriers    subject    to   the   jurisdiction    of   such    state   authorities   and 
the    commission,    and.    together    with    such    state    authorities    the 
Commission    may   also  confer  with  the  representatives  of  carriers  and 
snippers.      The    commission    is    also    authorized    to    avail    itself   ol    the 
lion,   services,   records  and   facilities  of  such  State  authorities 
m   the  performance  of  its  duties  under  any  provision  of  this  act. 
"Sec.   3.  Paragraph   (4)   of  said  section  13  is  hereby  repealed." 

Alter  finding  that  conditions  of  traffic  both  interstate  and 


IntraHtate  were  substantially  similar,  and  after  finding  that 
a  great  number  of  Intrastate  rates  In  Kaunas  were  higher  than 
the  corresponding  interstate  rates,  the  Interstate  Commerce 
Commission  swept  aside,  except  as  to  rates  on  crude  oil  and 
articles  basing  thereon,  the  whole  fabric  of  Kansas  p,tate  rates, 
including  those  which  It  specifically  found  were  higher  than 
the  corresponding  interstate  rates,"  Clyde  M.  Reed,  chairman  of 
the  public  utilities  commission  of  Kansas,  testified,  November  1. 

Mr.  Reed  characterized  the  action  of  the  Commission  in  the 
Kansas  case  as  "most  extraordinary."  He  charged  that  it  also 
transferred  to  the  carriers  its  legal  power  to  determine  dis- 
crimination by  entering  an  order  providing  that  the  carriers 
were  not  authorized  to  fix  intrastate  rates  higher  than  interstate 
rates. 

"The  Kansas  carriers  are  not  so  thin-skinned  as  the  Inter- 
state Commerce  Commission,"  said  he.  "Notwithstanding  the 
findings  of  the  Commission  and  the  language  of  the  order,  they 
blithely  proceeded  to  raise  freight  rates  in  Kansas  the  full  per- 
centage of  increase  allowed  on  interstate  rates  by  the  Inter- 
state Commerce  Commission,  notwithstanding  the  fact  that  in 
thousands  of  instances  the  state  rates  were  already  higher  than 
the  interstate  rates." 

Mr.  Reed  said  "extraordinary  situations"  accumulated  in 
the  Kansas  situation  which  he  summarized  as  follows: 

"A  summary  of  the  Kansas  rate  situation  is:  the  Kansas 
commission  made  an  order  raising  the  rates  for  the  purpose 
of  giving  the  railroads  additional  revenue,  the  adequacy  of  which 
has  not  been  questioned. 

"The  railroads  applied  to  the  Interstate  Commerce  Com- 
mission to  set  aside  this  order  on  the  ground  of  discrimination. 

"The  Interstate  Commerce  Commission  ordered  a  hearing 
and  after  finding  traffic  conditions  were  similar  and  that  many 
Kansas  rates  were  higher  than  interstate  rates,  set  all  Kansas 
rates  aside. 

"The  railroads  misinterpreted  the  limiting  clauses  of  the 
Interstate  Commerce  Commission  order. 

"The  Kansas  commission  applied  to  the  United  States  Dis- 
trict Court  for  relief. 

"The  court  first  granted  the  restraining  order  against  the 
railroads  and  then  dissolved  it,  directing  the  Kansas  commis- 
sion to  return  to  the  Interstate  Commission  and  exhaust  its 
remedy. 

"The  Kansas  commission  prayed  the  Interstate  Commerce 
Commission  to  interpret  and  clarify  its  order  so  that  the  state 
could  secure  relief  from  the  illegal  charges  which  were  being 
imposed. 

"The  Interstate  Commerce  Commission,  having  transferred 
its  powers  to  determine  discrimination  to  the  railroads,  failed 
to  clarify  its  order  and  reopened  the  case  for  hearing  upon  these 
specific  cases,  thereby  imposing  upon  the  state  of  Kansas  the 
burden  of  pointing  out  every  particular  rate  of  which  it  com- 
plains. 

"A  rehearing  was  held  and  an  additional  record  made  in  the 
case,  and  the  matter  now  reposes  in  the  bosom  of  the  Interstate 
Commerce  Commission. 

"In  the  meantime  the  state  of  Kansas  is  paying  the  higher 
charges  and  is  wholly  without  power  to  change  a  single  one 
of  its  own  rates,  being  restrained  by  the  courts  and  not  being 
able  as  yet  to  secure  relief  through  the  Interstate  Commerce 
Commission." 

Mr.  Benton  made  a  brief  statement  to  the  committee  in  re- 
spect to  section  15-a.  He  said  that  the  Commission  had  used 
that  section  to  support  its  findings  of  discrimination  on  "a 
revenue  basis"  and  that  before  the  enactment  of  the  transpor- 
tation act,  the  Commission  had  made  no  findings  of  discrimina- 
tion on  that  basis. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  has  filed  a  request  with  Senator  Cummins  ask- 
ing for  an  opportunity  to  be  heard  before  the  hearings  on  the 
question  of  intrastate  rate  regulation  are  closed.  It  is  under- 
stood a  representative  of  the  Commission  also  will  be  called 
before  the  committee. 

Through  Mr.  Benton,  the  National  Association  of  Railway 
and  Utilities  Commissioners  concluded  the  presentation  of  testi- 
mony on  requested  amendments  of  the  transportation  act  No- 
vember 2.  Alfred  P.  Thorn,  general  counsel  for  the  Association 
of  Railway  Executives,  and  the  majority  of  the  attorneys  who 
represented  the  carriers  in  the  intrastate  rate  litigation" before 
the  Commission  were  present. 

The  amendments  recommended  by  the  state  commissions 
were  submitted  in  legal  form  by  Mr.  Benton  and  the  discussion 
centered  around  those  having  to  do  with  the  regulation  of  rates 
These  amendments  are  as  follows: 

Sec.  — .  That  paragraphs  (3)  and  (4)  of  section  13  of  the  Inter- 
state commerce  act,  as  amended,  be  amended  to  read  as  follow  - 
"(3)  Whenever  in  any  investigation  under  the  provisions  of  this  act 
there  shall  he  brought  in  issue  any  rate.  fare,  charge,  classification 
regulation  or  practice  made.  Imposed,  or  required  to  be  kept  in  force 
by  authority  of  any  state,  the  Commission,  before  proceeding  to  hear 
and  dispose  of  such  issue,  shall  cause  the  state  or  states  Interested 
to  be  notified  of  the  proceeding.  Before  making  any  finding  that  the 
Imposition  or  keeping  In  force  of  such  rate,  fare,  charge,  classification 
regulation  or  practice  is  within  the  inhibition  of  any  provision  of  this 
net.  the  Commission  shall  confer  with  the  authorities  of  such  state  or 
stut. •»,  so  notified,  having  regulatory  jurisdiction  over  the  rlass  of 


930 


THE     TRAFFIC     WORLD 


Vol.  XXVIII,  No.  19 


persons  or  corporations  subject  to  this  act,  or  afford  opportunity  for 
conference,  concerning  the  relationship  between  rate  structures  and 
practices  of  carriers  subject  to  the  jurisdiction  of  the  state  and  fed- 
eral authorities,  respectively,  and  the  effect  of  the  same  upon  the 
person  or  persons  or  locality  or  localities  engaged  in  interstate  com- 
merce claimed  to  be  injured  thereby,  with  a  view  to  a  full  under- 
standing of  the  entire  situation  by  both  state  and  federal  authorities, 
so  that  such  structures  and  practices  may  be  brought  into  harmony 
by  any  necessary  changes  in  the  same,  through  action  ot  either  state 
or  federal  authorities,  or  both,  without  the  making  by  the  Commission 
of  an  order  of  the  character  authorized  in  paragraph  (4)  of  this  sec- 
tion, and  to  that  end  the  Commission  is  authorized  and  empowered, 
under  rules  to  be  prescribed  by  it,  and  which  may  be  modified  from 
time  to  time,  to  hold  joint  hearings  with  any  such  state  authorities,  on 
any  matter  wherein  the  Commission  is  empowered  to  act.  The  Com- 
mission is  also  authorized  to  avail  itself  of  the  co-operation,  services, 
records  and  facilities  of  such  state  authorities  in  the  enforcement  of 
any  provision  of  this  act. 

"(4)  Whenever,  after  any  such  investigation,  and  a  full  hearing, 
the  Commission  shall  find  that  the  imposition  or  keeping  in  force  of 
any  particular  rate,  fare,  charge,  classification,  regulation  or  prac- 
tice, made,  imposed  or  required  to  be  kept  in  force  by  any  state, 
constitutes  a  discrimination  within  the  inhibition  of  this  act,  which 
cannot  be  removed  in  the  manner  contemplated  by  paragraph  (3>  of 
this  section,  it  shall  prescribe  the  rate,  fare  or  charge,  or  the  maxi- 
mum or  minimum,  or  maximpm  and  minimum,  thereafter  to  be 
charged,  and  the  classification,  regulation  or  practice  thereafter  to  be 
observed  by  the  carrier  or  carriers  theretofore  found  to  have  discrim- 
inated, in  such  manner  as,  in  its  judgment,  will  remove  such  ad- 
vantage, preference,  prejudice  or  discrimination,  and  such  carrier  or 
carriers  shall  thereafter  observe  the  same,  while  the  order  of  the 
Commission  continues  in  effect,  the  law  of  any  state,  or  the  decision 
or  order  of  any  state  authority  to  the  contrary  notwithstanding;  Pro- 
vided, That  no  rate,  fare,  charge,  classification,  regulation  or  practice 
applicable  to  the  transportation  of  persons  or  property  in  intrastate 
commerce,  made,  imposed  or  required  to  be  kept  in  force  by  authority 
of  any  state,  shall  be  set  aside,  or  held  to  be  within  the  inhibition  of 
any  section  of  this  act,  solely  by  reason  of  the  fact  that  it  yields  to 
the  carrier  a  different  revenue  from  that  received  for  corresponding 
mileage  from  the  interstate  rate  with  which  it  is  compared,  but  only 
if  the  same  shall  be  found  from  competent  evidence  to  injure  a  person 
or  persons,  or  a  locality  or  localities,  engaged  in  interstate  commerce 
to  such  an  extent  as  seriously  to  diminish  the  business  of  such  person 
or  persons  or  seriously  to  retard  the  growth  and  development  of  such 
locality  or  localities:  and  unless  the  same  shall  also  be  found  from 
competent  evidence  to  be  unreasonable  and  non-compensatory  in  such 
state  under  honest,  efficient  and  economical  management  and  opera- 
tion: Provided  further.  That  whenever  the  Commission  shall  make  any 
order  prescribing  any  rate,  fare,  charge,  classification,  regulation  or 
practice,  for  intrastate  application  it  shall  make  a  report  of  the  facts 
found  from  the  evidence  in  the  record,  upon  which  it  bases  the  findings 
hereinbefore  provided  for;  And  provided  further,  That  no  order  of  the 
Commission,  made  under  the  authority  of  this  paragraph,  prescribing 
any  rate,  fare,  charge,  classification,  regulation  or  practice  shall 
operate  to  prevent  the  exercise  of  any  state  of  Its  regulatory  power 
with  respect  thereto  for  a  longer  period  than  two  years  from  the 
date  when  said  order  shall  become  effective." 

Sec.  • — .  That  section  1  of  the  interstate  commerce  act,  as 
amended,  be  further  amended  by  adding  thereto  a  new  paragraph  as 
follows:  "(25)  That  it  is  hereby  declared  to  be  the  policy  of  Congress 
to  recognize  the  right  of  the  several  states  to  exercise  full  and  final 
jurisdiction  over  the  internal  commerce  of  said  states,  respectively, 
and  over  the  rates  and  services  applicable  to  the  transportation  of  the 
same,  subject  only  to  the  necessary  protection  of  interstate  commerce, 
provided  for  in  paragraph  (4)  of  section  13  of  this  act." 

Sec.  — .  That  no  order  of  the  Commission  heretofore  made  pre- 
scribing any  rate,  fare,  charge,  classification,  regulation  or  practice 
in  intrastate  commerce  shall  be  of  any  effect  after  the  expiration  of  a 
period  of  ninety  days  from  the  passage  of  this  act,  but  the  Commis- 
sion, within  such  period,  upon  consideration  of  the  record  in  any 
proceeding  wherein  any  such  order  has  been  made,  and  without 
further  hearing  may.  within  the  limits  of  the  power  granted  by  said 
section  13.  as  amended  by  this  act.  make  a  new  report  and  such 
new  order  as  may  be  justified  by  the  facts  found  therein  and  sup- 
ported by  said  record. 

Sec.  — .  That  section  15a  of  the  interstate  commerce  act,  as 
amended,  be,  and  the  same  is  hereby,  repealed. 

Mr.  Benton  explained  that  the  amendments  would  repeal 
that  part  of  the  act  giving  the  railroads  the  right  to  file  petitions 
with  the  Commission  bringing  in  issue  alleged  discriminatory 
state  rates.  This  right  was  first  accorded  the  carriers  when  the 
transportation  act  was  passed  and  under  it  they  initiated  the  in- 
trastate rate  cases  after  the  Commission's  decision  in  Ex 
Parte  74. 

Senator  Cummins,  when  Mr.  Benton  had  completed  reading 
the  proposed  amendments,  said  with  reference  to  the  one  relat- 
ing specifically  to  intrastate  rates:  "That  reverses  the  Shreve- 
port  doctrine." 

Mr.  Benton  replied  that  he  did  not  think  so. 

"It  does  in  this  respect,"  said  the  senator.  "The  Shreve- 
port  doctrine  does  not  require  the  Interstate  Commerce  Com- 
mission to  find  state  rates  unreasonable  or  non-compensatory." 

"It  is  true,"  said  Mr.  Benton,  "that  it  has  been  held  ex- 
plicitly that  in  a  discrimination  case  the  question  of  reasonable- 
ness is  not  involved.  The  purpose  of  the  amendment  is  to  make 
the  reasonableness  of  a  rate  an  issue  to  this  extent — that  the 
Interstate  Commerce  Commission  shall  not  set  aside  a  state  rate 
without  inquiry  as  to  its  reasonableness." 

Senator  Cummins  said  under  the  amendment  the  Commis- 
sion would  be  required  not  only  to  find  a  given  state  rate  dis- 
criminatory, but  also  unreasonable,  in  itself  before  it  could  re- 
move the  rate,  and  that  he  took  it  that  the  reasonableness  of 
the  rate  would  be  determined  on  a  revenue  basis. 

"The  result  could  be  that  the  Commission  might  find  a  rate 
discriminatory,  but  at  the  same  time  find  that  it  is  reasonable," 
said  he,  "so  far  as  producing  revenue  is  concerned,  and  in  that 
event  the  Interstate  Commerce  Commission  could  give  no  relief. 
You  give  the  Interstate  Commerce  Commission  the  authority  to 
inquire  into  the  reasonableness  of  an  intrastate  rate." 

Mr.  Benton's  view  was  that  if  such  a  case  should  arise  the 


remedy  would  lie  in   the  Commission  correcting  the   interstate 
rate. 

"The  trouble  has  been,"  said  he,  "that  the  Commission  has 
proceeded  on  the  assumption  that  the  fault  lies  with  the  state  . 
rate." 

"Why  don't  you  write  in  the  thought  you  have  just  ex- 
pressed— that  if  the  Commission  finds  discrimination  that  it  in- 
quire into  the  interstate  rate  and  find  out  if  it  is  wrong?"  asked 
Senator  Cummins.  "Do  you  assume  that  if  a  discrimination  is 
found,  both  the  state  and  federal  rates  could  be  reasonable?" 

Mr.  Benton  said  it  was  his  belief  that  if  paragraph  3  were 
drawn  as  suggested  there  would  not  be  one  case  in  a  hundred 
requiring  action  by  the  federal  commission.  He  said  the  state 
commissions  would  treat  the  carriers  fairly. 

Chairman  Cummins  said  it  appeared  that  what  the  state 
commissions  were  asking  was  that  if  the  federal  Commission 
found  discrimination  it  should  remove  it  by  modification  of  the 
interstate  or  the  state  rate. 

Mr.  Benton  said  he  would  not  go  on  record  as  saying  that 
the  Congress  had  the  power  to  delegate  to  the  Commission  the 
authority  to  fix  intrastate  rates,  but  that  that  power  had  been 
delegated  and  the  states  at  this  time  were  not  asking  a  change 
in  that  respect. 

The  other  amendments  offered  by  the  state  commissions 
follow: 

Sec.  — .  That  paragraph  (1)  of  section  15  of  said  act  be  amended 
by  adding  thereto  the  following:  "Provided,  however.  That  no  street, 
suburban  or  interurban  electric  railroad  shall  be  subject  to  the  juris- 
diction of  the  Commission  unless  the  same  shall  be  engaged  in  the 
general  transportation  of  freight,  which  it  interchanges  with  con- 
necting lines." 

Sec.  — .  That  paragraph  (17)  of  section  1  of  the  interstate  com- 
merce act,  as  amended,  be  amended  by  adding  thereto  the  following: 
"And  provided  further,  That  any  state,  by  action  of  its  appropriate 
regulatory  authorities,  may  make  reasonable  orders  and  regulations 
requiring  cais  within  its  borders  to  be  distributed  equitably  to  ship- 
pers desiring  to  make  shipments  therein,  without  regard  to  whether 
such  shipments  are  to  be  intrastate  or  interstate,  except  that  no 
requirement  shpll  be  made  under  this  proviso  which  shall  conflict  with 
any  provision  of  this  act,  or  with  any  lawful  order  of  the  Commission." 

Sec.  — .  That  paragraph  (20)  of  section  1  of  the  interstate  com- 
merce act,  as  amended,  be  amended  to  read  as  follows:  "(20)  The 
Commission  shall  have  power  to  issue  such  certificate  as  prayed  for,  or 
to  refuse  to  issue  it.  or  to  issue  it  for  a  portion  or  portions  of  a  line  of 
railroad,  or  extension  thereof,  described  in  the  application,  or  for 
the  partial  exercise  only  of  such  right  or  privilege,  and  may  attach 
to  the  issuance  of  the  certificate  such  terms  and  conditions  as  in  its 
judgment  the  public  convenience  and  necessity  may  require.  Such 
certificate  shall  not  relieve  the  carrier  obtaining  the  same  from  con- 
forming to  the  laws  of  any  state  with  respect  to  the  construction, 
operation  or  abandonment  co.vored  thereby.  Any  construction,  opera- 
tion or  abandonment  contrary  to  the  provisions  of  this  paragraph  or 
of  paragraphs  (18)  or  (19)  of  this  section  may  be  enjoined  by  any 
court  of  competent  jurisdiction  at  the  suit  of  the  United  States,  the 
Commission,  any  commission  or  regulating  body  of  the  state  or  states 
effected,  or  any  party  in  interest;  and  any  carrier  which,  or  any 
director,  officer,  receiver,  operating  trustee,  lessee,  agent  or  person, 
acting  for  or  employed  by  such  carrier,  who  knowingly  authorizes, 
consents  to.  or  permits  any  violation  of  the  provisions  of  this  pnra- 
graph  or  of  paragraph  (18)  of  this  section,  shall  upon  conviction 
thereof  be  punished  by  a  fine  of  not  more  than  $5,000  or  by  imprison- 
ment for  not  more  than  three  years,  or  both." 

Senatora  Cummins  said  the  above  amendment  would  destroy 
the  power  conferred  by  Congress  on  the  Commission  with  regard 
to  certificates  of  public  convenience  and  necessity  because  the 
final  power  would  be  left  with  the  states.  He  said  there  was 
much,  no  doubt,  to  be  said  in  favor  of  the  proposed  amendment, 
but  that  he  was  simply  pointing  out  it  would  mean  a  reversal  of 
policy. 

Mr.  Benton  argued  that  the  states  believed  that  when  a 
community  helped  to  build  a  railroad  the  corporation  should  not 
be  permitted  by  federal  authority  to  take  up  the  road  and  walk 
away. 

Discussing  section  15a,  Mr.  Benton  referred  to  the  Commis- 
sion's decision  in  the  western  grain  rate  case.  He  said  the  Com- 
mission pointed  out  that  while  its  duty  formerly  was  to  prescribe 
just  and  reasonable  rates,  it  now  held  its  duty  was  to  see  that 
there  was  an  aggregate  return  on  an  aggregate  value  and  that 
it  should  do  all  it  could  to  carry  out  the  requirements  of  the  act. 

The  Transit  Commission  of  New  York,  Mr.  Benton  paid,  de- 
sired an  amendment  which  would  preclude  the  federal  Commis- 
sion from  upsetting  the  order  of  a  state  commission  requiring 
carriers  to  make  expenditures  on  grade  crossings  for  the  safety 
of  the  public.  He  said  the  New  York  commission  felt  that  it 
could  not  exercise  its  power  effectively  in  such  cases  without 
the  assurance  that  its  orders  would  not  be  overturned  by  the 
federal  Commission. 

Charges  by  Marsh 

Charges  by  Benjamin  C.  Marsh,  managing  director  of  the 
Farmers  National  Council  and  executive  secretary  of  the  Peo- 
ples Reconstruction  League,  that  the  Senate  interstate  com- 
merce committee  had  heard  the  railroads  first  in  the  Cummins 
investigation  with  the  intent  of  closing  the  investigation  there- 
after without  giving  railroad  labor  a  chance  to  be  heard  were 
met  by  Senator  Cummins  with  the  declaration  that  the  charges 
were  unfounded  in  fact  and  were  false.  Marsh  and  S.  H.  Cowan 
appeared  before  the  committee  on  the  Capper  bills  providing  for 
repeal  of  section  15a  and  for  restoration  of  state  control  over 
rates. 

"Mr.  Marsh  suggests  bad  faith  on  the  part  of  the 
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oomliiemii;  i  he  investigation  into  the  railroad  Hi) nation,"  said 
Senator  Cummins.  "That  is  not  only  unfounded  as  a  fact,  but 
i lie  inference  he  draws  from  it  is  entirely  erroneous.  The  chair- 
man takes  full  responsibility  for  the  program  and  for  the  way 
wii  nesses  were  called." 

The  chairman  then  went  on  to  say  that  the  railroads  were 
called  as  witnesses  first  because,  in  looking  over  the  revenues 
and  expenses  for  the  year  ended  March  1.  1921,  it  was  found 
that  although  the  railroads  had  received  nearly  a  billion  dollars 
more  in  KM  iiue  than  in  the  year  before,  they  had  expended  that, 
sum  in  operating  expenses,  and  that  the  committee  felt  that  the 
first  step  was  to  call  in  the  railroads  to  explain  in  regard  to  that. 

"It  is  not  true  that  only  those  defending  the  railroads  were 
heard,"  he  continued,  referring  to  the  testimony  given  by  S. 
Davies  Wariield  and  his  associates. 

Tiie   senator   regarded    the   testimony   of   the   Warfleld   or- 

i/.ation  as  "severe  criticism"  of  the  railroad  managements, 
and  said  the  witnesses  had  pointed  out  methods  of  effecting 
economies  in  operation.  He  said  further  the  committee  knew 
that  the  railroad  brotherhoods  charged  that  the  railroads  had 
been  extravagant  and  that  the  chairman  had  twice  assigned 
time  for  their  representatives  to  appear,  but  that  each  time  the 
representatives  asked  that  the  hearing  be  postponed.  He  said 
about  that  time  he  became  ill  and  that  because  there  were  so 
few  members  of  the  committee  in  Washington  the  hearing  had 
been  suspended.  It  was  resumed,  he  said,  as  soon  as  possible 
after  he  had  returned  to  Washington,  and  was  then  temporarily 
suspended  because  of  the  insistent  public  demand  for  hearings 
on  the  Capper  bills. 

Marsh  declared  he  had  been  denied  an  opportunity  to  be 
heard  and  that  "McAdoo  was  here  ready  to  go  on  the  stand." 
He  further  reiterated  that  some  of  the  brotherhoods  were  denied 
a  hearing. 

"That  is  not  so,"  asserted  the  chairman. 

Marsh,  before  the  attack  by  Senator  Cummins,  made  his 
usual  attack  on  the  "Esch-Cummins  law"  and  the  railroads  as 
follows: 

"The  Capper  bill.  S.  1150,  to  repeal  that  section  of  the  Cum- 
mins-Esch  law  which  instructs  the  Interstate  Commerce  Com- 
mission to  fix  rates  to  yield  six  per  cent  on  valuation  inflated 
many  billions,  is  chiefly  important  as  proving  that  the  American 
Farm  Bureau  Federation,  the  National  Grange,  and  other  farm 
organization  representatives  who  endorsed  that  bill  betrayed 
the  farmers  of  America  and  knowingly  served  the  Wall  Street 
interests.  Such  a  halfway  measure  as  this  is,  however,  no  solu- 
tion for  the  national  transportation  crisis,  nor  is  the  tentative 
reduction  in  freight  rates  just  granted  by  the  Interstate  Com- 
merce Commission.  There  is  only  one  solution  of  the  transpor- 
tation question,  and  that  is  the  immediate  restoration  of  the 
railroads  to  unified  government  operation,  and  the  reduction 
of  freight  rates  to  those  in  force  whrn  the  roads  were  returned 
The  Cummins-Esch  law  was  forced  through  partly  to  save  some 
Wall  Street  crooks  who  had  interfered  with  government  opera- 
tion under  the  Federal  Control  act  from  going  to  jail. 

"This  committee  owes  it  to  itself  to  call  the  two  former 
Directors  General  of  the  Railroads,  McAdoo  and  Hines,  before 
It  to  get  all  the  facts.  The  American  people  have  a  right  to 
demand  this.  Representatives  of  the  railroads  deliberately  falsi- 
fied to  this  committee  about  the  net  operating  income  of  the  rail- 
roads. In  1918  it  was  $906,500,000,  not  $638,568,603,  as  the  car- 
riers stated;  in  1919  it  was  over  $906,000,000,  and  not  $457,000,- 
000,  as  the  roads  claimed.  During  the  first  eight  months  of 
1920,  the  last  six  of  which  were  with  the  government  guarantee, 
the  roads'  net  operating  income  was  not  $61,928,626,  as  they 
claimed,  but  $789,000,000. 

"The  Farmers'  National  Council  last  May  asked  the  Presi- 
dent to  prosecute  those  responsible  for  the  waste  and  graft  under 
the  Cummins-Esch  law  amounting  to  hundreds  of  millions  of 
dollars.  Why  does  the  President  not  do  this? 

"The  Interstate  Commerce  Commission  cannot  protect  ship- 
pers or  consumers  so  long  as  the  railroads  are  privately  owned. 
They  admit  it.  The  wage  issue  is  not  involved  in  this  issue. 
The  question  is:  Has  the  present  Administration  and  Congress 
i  the  courage  to  defy  Wall  Street,  prosecute  the  big  grafters,  and 
restore  the  railroads  to  unified  government  operation  for  the 
benefit  of  the  American  people,  and  not  of  the  big  financial  in- 
terests?" 

Mr.   Cowan   delivered   a   lecture   to   the  committee   on   the 

'ilation  of  the  railroads,  declaring  a  great  mistake  had  been 

made  in  that  the  committee  did  not  hold  hearings  on  section 

15-a  and  that  he  had  never  believed  it  was  possible  for  Congress 

1  to  make   a   rate-making  rule   that   would   work,   and    that   the 

',   Commission  had  yielded  because  of  the  great  influence  behind 

the  rate-making  section,  which  he  said  in  effect  had  been  put 

over  by  "the  senior  Warfleld  and  Luther  Warfleld." 

"The  time  is  coming  when  the  government  will  own  and 
operate  every  public  necessity,"  Cowan  continued,  basing  his 
assertion  on  the  belief  that  because  of  legislative  enactments 
the  government  was  proceeding  headlong  in  that  direction. 

Urging  repeal  of  section  15-a  and  of  the  labor  provisions  of 

.    the  transportation   act,   Cowan   said  if  that  were  not  done  the 

government   would    be   compelled   to   take   over   the   roads.     He 

1    (lie   trouble   with   the   law  was   that   it   required   the  Com- 


mission to  give  the  railroudH  a  fixed  return  regardlww  of  "giving 
service  at  a  reasonable  cost." 

"When  Congress  attempted  to  frame  a  rate-making  rule,  It 
overstepped  the  bounds  of  proper  regulation,"  he  declared.  "If 
Congress  and  God  do  not  protect  the  helpless,  who  will  do  It? 
The  others  will  take  care  of  themselves." 

Cowan  paid  his  compliments  to  the  Rlpley  report  on  con- 
solidation of  the  railroads  into  19  systems  by  saying  the  pro- 
posal was  "a  great  joke."  He  said  professors  were  not  in  their 
proper  field  when  they  attempted  to  deal  with  practical  prob- 
lems. He  declared  further  that  the  government  could  not  com- 
pel consolidation  of  the  railroads  unless  It  took  over  the  prop- 
erties. 

The  transportation  act,  he  said,  had  paralyzed  business, 
destroyed  individuals  and  the  railroads — or,  at  least,  had  been 
an  important  factor  In  accomplishing  those  results. 

"When  you  give  to  one  arm  of  the  government  sitting  in 
Chicago  the  power  to  fix  the  expenses  of  the  railroads  and  at 
the  other  end  you  give  the  Commission  the  power  to  fix  rates, 
you  have  destroyed  the  fabric  of  regulation,"  said  he.  "It  can't 
be  done." 

He  further  declared  that  when  the  Labor  Board  undertook 
to  fix  wages  that  the  railroads  could  not  pay,  it  "wrecked  the 
country."  The  valuation  fixed  in  Ex  Parte  74  he  declared  to 
be  the  "greatest  crime  ever  committed  in  public,"  with  the  ex- 
ception of  the  "taking  of  blood."  He  also  charged  that  the 
Commission,  in  Ex  Parte  74,  had  ignored  the  provisions  of  the 
law  with  respect  to  economical  and  honest  management  of  the 
railroads.  In  the  western  grain  rate  case,  he  said  the  Commis- 
sion recognized  its  duty  to  fix  reasonable  rates.  The  value 
placed  on  railroad  property  in  Ex  Parte  74,  he  said,  was  "twice 
too  high  for  rate-making  purposes." 


CARRIERS  TO  GO  AHEAD 

W.  H.  Chandler,  president  of  the  National  Industrial  Traffic 
League.under  date  of  October  31,  telegraphed  T.  DeWitt  Cuyler, 
chairman  of  the  Association  of  Railway  Executives,  as  follows: 

Will  you  kindly  advise  me  if  the  carriers  will  proceed  with  the 
program  agreed  upon  October  14,  which  I  understand  to  be  that  the 
question  of  revising  railroad  wages  on  a  fair  and  equitable  basis  will 
at  once  be  submitted  to  the  Labor  Board  for  determination  and  that 
rate  reductions  will  take  place  concurrently  with  any  wage  reductions 
authorized.  Members  of  the  National  Industrial  Traffic  League  and  I 
am  sure  the  public  generally  expects  the  carriers  to  take  this  step 
without  delay  and  unless  applications  are  filed  as  quickly  as  com- 
pliance with  provisions  of  transportation  act  will  permit  they  will 
unquestionably  hold  railroads  responsible.  If  application  Is  promptly 
filed  responsibility  will  rest  with  Labor  Board.  League  annual  meet- 
ing is  held  next  week  and  I  will  appreciate  a  statement  of  carriers' 
purpose  with  respect  to  this  question  not  later  than  November  3  to 
submit  to  our  special  committee  on  railroad  legislation  which  meets 
November  4. 

The  following  reply  was  sent  by  Mr.  Cuyler,  November  1: 

It  is  intention  of  roads  to  proceed  in  conformity  with  their  decla- 
ration October  14,  made  at  Chicago — namely,  to  apply  as  speedily  as 
possible  in  conformity  with  transportation  act  for  a  reduction  of 
wages  as  determined  upon  in  that  declaration.  Matter  Is  well  In 
hand  with  chairmen  of  respective  territorial  divisions.  It  is  also  In- 
tention of  association  to  confer  with  Interstate  Commerce  Commis- 
sion as  to  further  reduction  In  rates  at  earliest  date  possible.  We 
are  awaiting  advices  from  chairman  of  Interstate  Commerce  Com- 
mission as  to  date  of  meeting. 

After  a  telephone  conversation  with  Chairman  Cuyler,  of  the 
Association  of  Railway  Executives.  October  29,  Samuel  Felton, 
president  of  the  Chicago  Great  Western,  and  chairman  of  the 
association's  western  publicity  committee,  said: 

"The  calling  off  of  the  strike  does  not  alter  our  plans.  We 
will  proceed  to  apply  for  wage  cuts  immediately  and  to  carry 
out  the  program  outlined  in  the  resolution  passed  on  October  14." 

The  resolution  referred  to  said  that  wage  cuts  would  be 
asked  so  that  rate  reductions  could  be  made.  Mr.  Felton  made 
it  clear  that  the  executives  were  planning  nothing  that  would 
in  the  least  conflict  with  the  law  or  with  any  of  the  board's 
orders.  "We  do  not  think  that  the  course  we  have  adopted  and 
which  we  intend  to  carry  out  is  in  any  way  a  violation  of  any 
of  the  board's  decisions,"  he  said. 


NO  VOLUNTARY  REDUCTIONS 

The  Traffic   World   Washington  Bureau 

All  plans  for  voluntary  rate  reductions  have  been  laid 
aside  for  the  present  by  the  railroad  executives.  That  is  one 
definite  and  tangible  result  of  the  Labor  Board's  communication 
to  the  railroad,  brotherhoods,  that  it  cannot  even  consider  appli- 
cations for  wage  reduction  until  after  it  has  disposed  of  cases 
concerning  working  conditions. 

Abandonment  of  plans  for  having  coincident  wage  and  rate 
reductions  took  place  almost  immediately  after  the  withdrawal 
of  the  strike  order.  That  plans  of  that  kind  would  be  shelved 
was  taken  for  granted  immediately  after  the  withdrawal  of  the 
strike  order.  Information  that  that  had  been  done  reached  Wash- 
ington early  in  the  week. 

Instead  of  thinking  about  reductions  that  might  voluntarily 
be  made  in  an  effort  to  restore  business  normalcy,  executives 
spent  much  time  in  considering  whether  they  had  better  not  de- 
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vise  plans  for  making  even  more  stubborn  fights  against  rate 
reduction  cases  before  the  Commission;  also  against  the  efforts 
for  reductions  emanating  from  the  White  House. 

At  the  same  time,  state  commissioners  and  associations  of 
shippers  were  increasing  their  pressure  for  general  reductions, 
either  through  a  formal  hearing  on  a  reopened  Ex  Parte  No.  74, 
or  applications  for  summary  action  by  the  Commission,  the  latter 
based  on  an  assumption  that  the  grant  of  power  in  section  15a  is 
so  broad  that  the  Commission  could  take  summary  action. 

Adherence  by  the  executives  to  their  determination  to  do 
nothing  about  general  reductions  will  put  on  the  Commission 
the  responsibility  of  deciding  whether,  in  view  of  what  the  Labor 
Board  told  the  brotherhoods,  it  can  afford  formally  to  order  them 
to  cut  their  revenues  below  the  level  that  will  be  caused  by  the 
reductions  already  made  and  reductions  formally  suggested  in 
the  western  live  stock  and  grain  rate  eases.  It  has  motions, 
requests,  and  suggestions  in  large  quantity  on  its  files.  It  has 
made  none  of  them  public.  Such  publicity  as  the  moves  have 
received  is  the  result  of  the  movers  telling  about  what  they  had 
done. 

Intimations  began  coming  to  Washington  on  the  subject  of 
the  attitude  of  the  rail  executives  in  connection  with  the  western 
grain  rate  case  soon  after  the  strike  was  off.  Traffic  officials  of 
western  carriers,  just  about  the  time  the  strike  was  called  off, 
asked  the  Commission  for  a  conference  on  its  grain  rate  decision. 
They  did  not  indicate  what  things  were  in  their  minds.  It  was 
assumed,  however,  that  they  were  having  trouble  in  applying  the 
Commission's  report,  because  the  grain  rate  structure  is  about 
as  delicate  as  a  ship's  chronometer. 

Arrangements  for  a  talk  with  Chairman  McChord  were  made 
for  November  2.  It  was  not  held,  however.  Instead,  Edward 
Chambers,  vice-president  of  the  Santa  Fe,  called  on  Mr.  McChord 
to  say  to  him  that  the  traffic  men  had  not  lined  up  all  the  ques- 
tions they  desired  to  discuss.  It  was  therefore  tentatively  agreed 
that  they  would  try  to  present  their  troubles  three  or  four  days 
later. 

It  was  assumed  when  the  request  for  a  conference  was  made 
that  the  questions  which  the  western  traffic  men  wanted  to  ask 
would  refer  merely  to  the  application  of  the  formulae  laid  down 
in  the  report.  However,  before  the  time  for  the  conference  ar- 
rived it  became  known  that  some  of  the  western  executives  had 
raised  the  question  whether  they  should  follow  the  advice  of  the 
Commission  or  tell  it  they  would  not  make  the  reductions,  be- 
cause to  do  so  would  deprive  them  of  too  much  revenue.  That 
there  was  disagreement  among  the  executives  on  that  subject 
was  apparent  from  the  fact  that  some  of  them,  even  after  the 
strike  order  was  withdrawn,  continued  to  tell  their  subordinates 
how  the  wishes  of  the  Commission  in  regard  to  rates  on  grain 
should  be  carried  out. 

The  fact  that  the  traffic  officials  were  not  ready,  on  November 
2,  to  proceed  with  the  conference  for  which  they  had  asked, 
tended  to  strengthen  an  impression  that  there  was  serious  debate 
about  obeying  the  formal  suggestion  for  the  elimination  of  half 
the  Ex  Parte  No.  74  increases  on  grain  in  the  west. 

Prior  to  the  withdrawal  of  the  strike  order,  it  has  been 
learned,  the  Association  of  Railway  Executives  had  practically 
agreed  on  a  general  10  per  cent  reduction  on  all  agricultural 
products.  It  was  suggested  that  a  10  per  cent  reduction  on  the 
whole  list  be  substituted  for  the  reductions  suggested  in  the 
report  on  the  western  grain  rate  case,  but  that  and  every  other 
suggestion  of  that  kind  was  placed  on  the  suspense  file  when  the 
Labor  Board  took  the  action  it  did. 

Although  there  was  the  discussion  before  mentioned  about 
the  advisability  of  going  through  with  the  reductions  advised  in 
the  grain  rate  case,  it  is  believed  the  outcome  will  be  a  determi- 
nation to  swallow  that  dose,  bitter  as  it  may  be,  but  to  resist  in 
case  any  other  similar  prescriptions  are  offered. 

No  information  could  be  obtained  from  Chairman  McChord 
about  T.  DeWitt  Cuyler's  message  to  W.  H.  Chandler  that  it  was 
the  intention  of  the  executives  to  confer  with  the  Commission 
as  to  further  reductions  in  rates  and  that  they  were  awaiting 
advices  from  the  chairman  of  the  Commission  as  to  the  date  of 
meeting.  Chairman  McChord  would  make  no  statement  about 
the  Cuyler-Chandler  correspondence  for  publication,  nor  would 
he  make  any  statement  as  to  whether  a  conference  is  to  be  held. 
He  left  the  implication  that  no  arrangements  for  a  conference 
had  been  made. 


The  report,  therefore,  if  literally  followed,  would  have  no  effect 
on  the  rates  paid  from  the  feed  lots  near  the  big  markets,  al- 
though the  combination  of  rates  to  the  feed  lot  and  thence  to 
market  would  be  much  above  the  50  cent  limit. 

The  Commission  November  3  reopened  the  case.  The  re- 
opening was  made  on  the  application  of  the  complainants  and 
the  Iowa  commission,  the  latter  as  an  intervener.  The  com- 
plainants will  ask  the  Commission  to  make  its  reductions  apply 
to  all  rates  by  eliminating  the  fifty  cents  per  100  limit  imposed- 
in  the  original  decision. 


STATE    RATE    CASES 

The  Traffic   World   Washington  Bureau 

On  behalf  of  the  state  commissions  of  Arizona,  Kansas, 
Nevada  and  North  Dakota,  John  E.  Benton,  general  solicitor  for 
the  state  commissions,  has  filed  with  the  Commission  petitions 
asking  that  the  state  rate  cases  affecting  those  states  wherein 
state  rates  were  made  by  the  Commission  be  reopened  and 
appropriate  orders  made  requiring  the  same  reduction  in  intra- 
state  rates  as  will  be  made  in  interstate  rates  under  the  decision 
of  the  Commission  in  the  grain  and  hay  case. 

Nebraska  and  Texas  are  in  the  same  position  as  the  states 
named  above,  but  they  have  not  yet  acted.  The  other  states  in 
Western  and  Mountain-Pacific  territories  may  take  direct  action 
because,  as  put  by  the  state  commissioners,  their  intrastate  rates 
are  not  "tied  up"  by  any  federal  orders,  due  to  the  fact  that  they 
permitted  percentage  increases  equivalent  to  those  authorized  in 
Ex  Parte  74. 


REOPENING  OF  EX  PARTE  74 

The  Traffic   World   Washington  Bureau 

Possible  reopening  of  Ex  Parte  74  by  the  Commission  has 
been  brought  to  the  attention  of  the  state  commissions  by 
John  E.  Benton,  general  solicitor,  who  says  it  is  his  information 
that  the  Commission  is  seriously  considering  various  requests 
that  that  be  done. 

Clyde  M.  Reed,  chairman  of  the  Kansas  commission,  has 
filed  an  intervening  petition  in  support  of  the  petition  filed 
by  the  American  Farm  Bureau  Federation  asking  "a  general 
reduction  in  freight  rates  on  the  basic  necessities  of  life."  Mr. 
Reed,  in  his  petition,  asks  that  the  Commissicn  fix  a  new  ag- 
gregate value  on  the  properties  of  the  railroads. 

In  commenting  on  that  request  Mr.  Bentcn  said:  "I  have 
always  thought  the  value  fixed  in  Ex  Parte  74  more  than  would 
probably  be  fixed  upon  more  ample  information  and  considera- 
tion." 


WESTERN  LIVE  STOCK  CASE 

The  Traffic   World   Washington  Bureau 

The  Commission  has  set  down  for  further  argument  No. 
12146,  the  western  live  stock  case,  on  all  the  pending  applica- 
tions for  construction  and  interpretation  of  the  Commission's  re- 
port in  that  case.  The  docket,  at  the  time  the  argument  was 
announced,  did  not  show  what  applications  had  been  mad,e.  It 
was  known,  however,  that  Samuel  H.  Cowan,  attorney  for  the 
complainants,  had  asked  the  Commission  for  a  ruling  that  would 
have  the  effect  of  making  the  movement  of  stocker  and  feeder 
cattle  to  the  feed  lots  and  then  to  market  a  continuous  move- 
ment instead  of  two  separate  ones.  Such  a  ruling  would  result 
(n  bringing  many  rates  over  the  50  cents  per  hundred  limit  set 
(n  the  case.  Rates  less  than  50  cents  were  not  to  be  changed. 


FARMERS  MEET  SENATORS 

The  Traffic   World   Washington  Bureau 

At  a  conference  in  Washington  with  sixteen  senators  who 
are  members  of  the  so-called  "agricultural  bloc,"  J.  R.  Howard, 
president,  and  Gray  Silver,  Washington  representative  of  the 
American  Farm  Bureau  Federation,  addressed  the  senators  on 
the  transportation  question  from  the  farmer's  viewpoint.  Re- 
peal of  the  rate-making  section  and  reduced  freight  rates  on 
farm  products  was  urged. 

Announcement  was  made  by  the  Federation  that  Clifford 
Thorne,  general  counsel,  would  oppose  section  15a  on  the  ground 
that  it  is  unconstitutional  because  of  the  requirement  as  to  divi- 
sion of  excess  earnings.  Repeal  of  the  Adamson  law  also  will 
be  urged  by  Mr.  Thorne. 

WISCONSIN  RATE  CASE 

The  Traffic   World   Washington  Bureau 

In  a  bulletin  to  state  commissions  this  week  on  the  Wiscon- 
sin intrastate  rate  case  pending  in  the  United  States  Supreme 
Court,  John  E.  Benton,  general  solicitor  of  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners,  said: 

It  is  rumored  that  the  court  is  evenly  divided,  leaving  the  deciding 
vote  with  the  new  chief  justice.  This  is  doubtless  merely  a  guess, 
based  upon  the  fact  that  the  reargument  has  been  ordered.  Neverthe- 
less, it  is  a  guess  which  would  appear  to  be  a  natural  one.  I  shall,  of 
course,  ask  for  time  to  make  argument  on  behalf  of  the  state  com- 
missions, as  I  did  when  the  case  was  first  argued  last  March. 


REDUCTIONS  IN  OHIO 

The  Ohio  state  commission,  which  authorized  the  same  per- 
centage increase  as  was  provided  in  Ex  Parte  74,  has  entered 
an  order  reducing  certain  rates  in  that  state.  The  Ohio  com- 
mission, because  it  granted  the  40  per  cent  increase  on  intrar 
state  traffic,  retained  control  of  state  rates.  The  reductions 
authorized  now  are  as  follows: 

For  sand,  gravel  and  crushed  stone,  restoring  the  rates  to  the 
basis  existing  Aug.  25,  1920,  before  the  Ex  Parte  74  advance  was  made. 

For  vitrified  paving  blocks,  restoring  the  rates  of  August  25,  1920, 
decreased  lOc  per  ton. 

On  sugar  beets,   sliding  mileage  scale  per  ton  for  distances  of  .1 
miles  or  more  to  200  miles,  now  varying  in  amount  from  84c  to  I 
according  to  distance,  reduced  to  amounts  varying  from  70c  to  $1.80. 
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TO  MOVE  BOARD  TO  WASHINGTON 

The  Traffic   ll'orld   It'iuhingtcn  Burcut 

Consolidation  of  the  Railroad  L>abor  Board  with  the  Inter- 
stair  I'oiiiini'rci1  Commission  may  be  regarded  as  "a  live  ques- 
lion"  it  was  said  at  the  White  House  October  28,  where  it  was 
learned  thin  the  President  was  gratified  that  the  strike  had  been 

ted. 

In  any  event  the  Labor  Hoard  probably  will  be  moved  to 
Washington  if  legislation  accomplishing  that  end  can  be  put 
through  Congress,  as  the  Harding  administration  regards  the 
provision  of  the  law  fixing  headquarters  In  Chicago  as  a  mistake. 
The  idea  is  that  if  the  Board  were  in  Washington  it  could  co- 

rate  to  better  advantage  with  the  Commission  and  other 
governmental  agencies.  Members  of  the  Board,  It  was  said, 
favor  moving  to  Washington. 

Apparently  the  Harding  administration  anticipates  some 
changes  in  the  labor  provisions  of  the  transportation  act  as  an 
outgrowth  of  the  threatened  strike  situation  and  regards  as  pos- 
sible the  giving  of  the  power  to  flx  wages  to  the  Commission. 

It  could  not  be  learned  whether  or  not  the  White  House  ap- 
proved the  manner  in  which  the  Board  brought  about  the  rescind- 
ng  of  the  strike  orders,  but  at  the  capitol  the  consensus  was 
that  the  Board  had  made  a  mistake  in  turning  itself  into  a  board 
of  mediation  and  conciliation.  Several  members  of  the  Senate 
merstate  commerce  committee,  while  declining  to  be  quoted,  ex- 
(1  disapproval  of  the  Board's  action. 

Senator  Cummins,  chairman  of  the  Senate  interstate  com- 
merce committee,  when  asked  about  the  possibility  of  the  func- 
tions of  the  Labor  Board  being  turned  over  to  the  Commission, 
said  there  was  considerable  sentiment  in  favor  of  that  but  he 
said  he  was  not  prepared  to  say  whether  he  would  approve  such 
a  move. 

There  appears  to  be  little  doubt  that  the'  committee  will  go 
into  the  labor  provisions  of  the  transportation  act.  with  a  view 
:o  making  some  changes.  Legislation  along  that  line,  however, 
is  not  expected  in  the  near  future — that  is,  it  is  generally  be- 
lieved that  any  important  changes  in  the  transportation  act  will 
not  be  brought  to  the  floor  of  Congress  for  final  action  for  some 
months. 

President  Harding  would  like  to  see  the  Labor  Board  situated 
in  Washington.  It  is  pointed  out  that  if  the  Labor  Board  were 
in  Washington  the  President  could  call  in  the  chairman  or  mem- 
bers when  he  desired  to  go  over  some  phase  of  the  railroad  situa- 
tion without  delay  but  that  with  the  board  in  Chicago  it  is 
more  difficult  to  establish  contact  with  it. 

The  suggestion  that  the  power  to  regulate  wages  be  vested 
in  the  Commission  was  considered  when  hearings  were  held  on. 
the  bills  which  finally  were  redrafted  into  the  transportation 
act. 

Speaking  on  that  subject  before  the  House  committee  on 
interstate  and  foreign  commerce  on  July  17,  1919,  former  Chair- 
man Clark  said: 

We  think  it  would  be  an  unsound  public  policy  to  place  in  one 
xxly  the  duty  of  regulating  the  activities  of  the  carriers  and  their 
•ates  and  charges  from  which  their  revenues  are  derived,  and  also 
:he  fixing  of  the  largest  item  in  the  operating  expenses  of  the  rail- 
TOads,  to  wit,  the  wages  of  employes. 

Personally,  I  believe  it  would  develop  in  a  few  years  that  it  would 
3e  destructive  of  the  influence  and  standing  and  opportunity  for  good 
of  the  entire  plan  and  of  the  entire  body  that  administers  it.  The 
•  •ant  for  increased  wages  would  say.  "You  can  give  us  these 
^Hes  and  increase  the  rates  if  necessary.'*  If  that  were  done,  the 
rihunal  would  be  accused  of  playing  to  popularity  among  the  labor 
s  and  disregarding  the  interests  of  the  public.  If  it  were  refused, 
md  a  strike  occurred,  they  would  say,,  on  the  other  hand,  that  the 
Commission  \vas  so  niKKardly  about  increasing  rates  that  it  had  pre- 
•ipitated  all  this  trouble.  I  do  not  mention  this  because  of  any  fear 
in  our  part  of  unpopularity.  We  have  enjoyed  some  of  that  as  it  Is; 
tut  I  speak  of  it,  Mr.  Chairman,  in  all  sincerity  as  my  view  of  what 
:he  future  would  develop.  It  would,  I  think,  inevitably  result  that 
•ulmlnistrativr  tribunal  would  he  between  the  differing  opinions 
of  the  great  mass  of  the  people  who  would  be  in  one  of  two  camps, 
iccusing  the  Commission  of  playing  to  favor  the  proponents  of 
still  higher  wages  and  afraid  of  the  consequence  of  denying  anything 
of  that  kind,  and  consequently  disregarding  the  interests  of  the  ship- 
pers by  increasing  rates  to  make  up  for  increased  wages,  and  the 
others  taking  the  opposite  view,  with  the  result,  as  I  have  said,  that 
the  strength  and  influence  of  the  tribunal  would,  in  a  few  years,  be 
sapped. 

As  to  the  requirement  in  the  transportation  act  that  the 
headquarters  of  the  Labor  Board  be  in  Chicago,  thai:  provision 
was  written  into  the  law  by  the  conferees  because  they  did  not 
want  the  board  in  Washington.  In  support  of  their  position 
t  was  argued  that  Chicago,  being  the  great  railway  center  of 
tin-  United  States  and  being  centrally  located,  was  the  logical 
place  for  the  tribunal,  and  also  that  in  Chicago  there  would 
be  less  political  influence  exerted  on  the  board. 

The  Labor  Board  sent  an  official  report  to  President  Harding 
on  the  settlement  of  the  strike.  It  was  said  at  the  White  House 
that  the  hoard  was  not  required  under  the  law  to  report  to 
the  President  but  that  in  view  of  the  fact  that  the  President 
had  charged  the  board  that  the  responsibility  for  meeting  the 
situation  lay  entirely  with  it,  a  report  by  the  board  was  not 
to  be  unexpected. 

The  reference  made  at  the  White  House  to  suggestions  that 
[the  Labor  Board  and  the  Commission  be  "consolidated"  was 
?not  taken  to  mean  that  President  Harding  himself  necessarily 


favored  such  a  change  but  rather  that  such  proposals  were  under 
consideration.  There  was  no  doubt  left,  however,  as  to  the 
President's  wishes  with  regard  to  moving  the  board  to  Wash- 
ington. 

In  an  editorial  in  the  official  publication  of  the  American 
Federation  of  Labor,  Samuel  Oompers,  president,  said  the  Labor 
Board  should  be  abolished  and  that  the  principle  of  voluntary 
adjustment  of  labor  disputes  should  be  followed.  He  said  the 
labor  provisions  of  the  transportation  act  resulted  In  a  coercion 
of  labor.  Said  he: 

Before  these  boards,  commissions,  or  tribunals,  employes  and  em- 
ployers meet  as  litigants  and  antagonists.  Tliere  IB  no  longer  a 
gathering  around  the  conference  table  for  the  purpose  of  agreement, 
nor  Is  there  any  longer  the  opportunity  to  compromise  as  a  result  of 
discussion.  Employes  and  employers  come  before  these  boards  under 
the  necessity  of  presenting  their  maximum  demands.  They  are  not 
parties  to  a  conference,  but  are  parties  to  a  suit  In  court.  They  are 
not  parties  to  a  gathering  seeking  agreement,  but  are  antagonists, 
each  under  the  necessity  of  seeking  the  complete  defeat  of  the  other. 

In  commenting  on  the  railroad  strike  being  averted,  Gom- 
pers  said  the  strike  would  not  take  place  "now"  but  that  if  the 
Labor  Board  "goes  on  cutting  down  wages  and  working  condi- 
tions, the  present  American  railroad  labor  organizations — which 
are  the  most  reasonable  in  the  world — will  be  succeeded  by  or- 
ganizations which  will  voice  the  sentiment  of  the  dissatisfied,  the 
restless  and  the  discontented." 


ABOLITION  OF  LABOR  BOARD 

Herman  Mueller,  traffic  director  of  the  St.  Paul  Association, 
has  written  the  following  letter  to  F.  T.  Bentley,  chairman  of  the 
special  committee  on  legislation  of  the  National  Industrial  Traffic 
League : 

In  my  opinion  the  statement  made  by  the  Kailroad  Labor  Board 
October  25  is  the  best  argument  that  could  possibly  be  made  for  its 
abolishment.  With  a  great  national  necessity  confronting  us,  this 
board,  by  its  published  utterances,  indicates  that  it  has  not  the  least 
conception  of  what  is  its  paramount  and  plain  duty. 

The  idea  of  the  hoard  stating  to  the  carriers  that  because  its 
docket  is  clogged  with  a  mass  of  petty  disputes  and  grievances  It 
cannot  give  consideration  to  a  matter  of  grave  national  necessity,  is 
simply  disgusting.  Furthermore,  the  fact  that  in  a  year  and  a  half 
this  board  has  only  been  able  to  dispose  of  seven  hundred  out  of  two 
thousand  cases  shows  the  absolute  futility  of  trying  to  settle  con- 
troversies or  negotiate  agreements  between  carriers  and  their  em- 
ployes regarding  wages  and  working  rules  by  a  national  board.  Sup- 
posing the  Interstate  Commerce  Commission  were  to  assume  the  same 
attitude  when  confronted  with  an  application  by  the  carriers  for  a 
general  increase  in  rates  and  refuse  to  vary  from  its  routine  of  hear- 
ing and  disposing  of  the  thousands  of  cases  on  its  docket.  Had  this 
been  tile  attitude  and  policy  of  the  Commission  the  only  possible  result 
would  have  been  to  throw  all  of  our  railroads  Into  the  hands  of 
receivers. 

I  certainly  hope  that  the  railroad  executives  will  stand  pat  on 
their  recently  announced  determination  to  make  application  for  a 
further  reduction  in  wages  and  if  this  board  insists  on  postponing  the 
consideration  of  such  applications  as  indicated  by  its  statement,  that 
sufficient  pressure  will  be  brought  by  the  business  interests  of  the 
country  to  force  Congress  early  in  the  regular  session  to  abolish  the 
board.  Also  that  our  committee  will  make  recommendations  to  the 
League  along  these  lines  and  that  the  League  will '  leave  nothing 
undone  to  exert  its  powerful  influence  to  further  the  agitation  for  the 
abolishment  of  what,  by  its  own  evidence,  has  proved  to  be  not  only 
an  absolutely  useless  but  also  a  dangerous  governmental  agency. 


HOOPER  ADDRESSES  TRAFFIC  CLUB 

Ben  W.  Hooper,  member  of  the  public  group  of  the  U.  S. 
Railroad  Labor  Board,  whose  efforts  are  generally  credited  with 
having  persuaded  the  railroad  brotherhoods  to  withdraw  the 
stike  orders  that  otherwise  would  have  become  effective  Octo- 
ber 30,  spoke  at  a  luncheon  of  the  Traffic  Club  of  Chicago  No- 
vember 3. 

He  admitted  that  the  board  had  acted  somewhat  as  a  board 
of  meditation  in  the  strike  trouble,  but  insisted  that  It  had 
made  the  men  no  promises.  All  it  had  done,  he  said,  was  to 
show  them  the  actual  facts  as  to  the  order  in  which  the  board 
had  previously  decided  to  take  up  matters  before  it. 

He  said  the  board  bad  made  one  mistake  in  its  past  in 
refusing  to  permit  representatives  of  the  public  to  participate 
in  the  discussion  of  matters  before  it.  He  was  evidently  re- 
ferring to  its  barring  of  representatives  of  the  National  In- 
dustrial Traffic  League.  But  he  said  the  board  had  changed  its 
mind  and  hereafter  would  permit  the  public  to  be  heard. 

The  transportation  act  has  conferred  special  privileges  on 
railroad  workers  and  has,  therefore,  invested  them  with  the 
duty  and  responsibility  of  maintaining  uninterrupted  traffic  on 
the  railroads,  he  said. 

He  also  attacked  as  unsound  the  proposal  that  the  Inter- 
state Commerce  Commission  should  flx  wages. 

"On  the  theory  that  the  railways  are  public  utilities,  en- 
joying under  their  franchises  a  practical  monopoly,  the  right 
of  eminent  domain  and  other  great  powers,  the  government 
has  assumed  the  right  to  regulate  the  carriers  in  numerous  par- 
ticulars." said  he.  "It  seems  to  me  that  this  theory  is  just  as 
applicab'e  to  the  employe  of  the  railway  as  it  Is  to  the  rail- 
way Itself.  Does  he  not  share  with  the  railway  executive  the 
great  responsibility  of  public  service? 

"While  the  government  has  granted  to  the  carrier  immense 
powers  and  privileges,  it  has  also.  In  the  transportation  act, 
bestowed  on  the  employes  the  highest  dignity  and  power  ever 
conferred  on  labor  in  any  land.  The  old  common  law  doctrine 
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of  master  and  servant ,  has  been  wiped  out  by  the  transporta- 
tion act,  in  so  far  as  railway  employes  are  concerned.  That 
statute  places  the  carrier  and  its  employes  in  a  contractual  re- 
lationship. The  representatives  of  the  employer  now  sit  down 
at  a  table  and  negotiate  with  their  employes  their  wages  and 
working  conditions,  with  the  right  of  appeal  to  an  impartial 
governmental  tribunal. 

"It  is  this  recognition  of  the  rights  of  railroad  labor,  coupled 
with  a  guaranty  of  judicial  protection  against  arbitrary  and 
unfair  treatment,  which,  in  my  judgment,  makes  it  as  morally 
obligatory  on  the  employes  to  give  the  public  efficient  and 
uninterrupted  service  as  it  is  on  the  railway  management. 

"Occasionally  it  is  suggested  that  the  functions  of  the  Labor 
Board  should  be  transferred  to  the  Interstate  Commerce  Commis- 
sion. The  advocacy  of  such  an  idea  involves  a  most  glaring 
fallacy.  The  line  of  argument  brought  to  bear  is  that  the  adjust- 
ment of  freight  rates  and  the  adjustment  of  wages  are  mutually 
dependent  on  each  other,  and  that  the  jurisdiction  over  both 
matters  should  be  vested  in  the  same  body. 

"The  unsoundness  of  this  position  is  easily  discernible.  It 
may  be  and  doubtless  is  true  to  some  extent,  that  the  fixing  of 
freight  rates  is  partially  controlled  by  the  carriers'  operating 
expenses,  but  the  converse  of  this  proposition  is  by  no  means 
correct.  The  fixing  of  wages  cannot  be  made  to  depend  on  freight 
rates.  Because  there  has  been  a  reduction  in  wages,  it  necessarily 
follows  that  the  carrier  is  thereby  enabled  to  stand  a  reduction 
in  rates.  It  does  not  necessarily  follow  that  a  reduction  in  rates 
justifies  a  reduction  in  wages.  It  may  or  it  may  not. 

"It  must  be  remembered  that  the  carrier  gets  the  direct 
benefit  of  every  cent  of  a  wage  reduction.  But  the  carrier's 
employes  do  not  get  the  direct  benefit  of  a  rate  reduction.  This 
is  not  given  to  them.  It  is  given  to  the  public.  The  only  benefit 
the  employes  get  from  a  rate  reduction  is  the  indirect  benefit 
derivable  from  such  decreases  in  the  cost  of  living  as  may  result 
from  the  rate  reduction. 

"The  wages  of  the  employes  must  be  just  and  reasonable 
based  on  the  elements  set  out  in  the  statute.  When  these  matters 
have  been  properly  considered  by  the  Labor  Board,  and  the  wages 
fixed,  then  the  Commission  will  know  as  well  what  the  railroads 
are  paying  in  wages  as  if  they  established  the  wages. 

"If  the  Commission  were  empowered  to  fix  wages  it  would 
have  to  do  it  on  the  same  basis  on  which  it  is  now  done  by  the 
Labor  Board,  and  not  on  the  basis  of  freight  rates." 


BOARD  WORKS   ON   RULES 

Since  the  passing  of  the  strike  crisis,  the  Railroad  Labor 
Board  has  been  holding  two  executive  sessions  daily  in  an  effort 
to  speed  up  its  work  on  rules  and  working  agreements,  and  it 
was  announced  at  the  board  offices,  November  4,  that,  of  the 
twenty-five  rules  which  remained  to  be  considered  for  general 
application  to  shop  craft  workers,  fifteen  have  already  been 
debated  and  passed  upon.  It  is  not  intended,  however,  to  pro- 
mulgate these  rules  until  all  have  been  disposed  of,  which  will 
probably  be  within  the  next  two  or  three  weeks. 

The  shop  craft  rules  for  general  application  are  only  a  small 
part  of  the  whole  of  the  work  on  rules  and  regulations  which 
still  remains.  There  are  hundreds  of  individual  disputes  be- 
tween (he  crafts  and  the  roads  which  will  have  to  be  adjusted 
before  the  shop  crafts  are  finally  disposed  of.  There  will  then 
remain  the  train  service  employes,  the  maintenance  men  and 
the  clerical  forces,  on  which  work  on  rules  for  general  application 
and  for  the  settling  of  individual  disputes  has  not  yet  begun. 
No  one  at  the  board  would  give  an  estimate  as  to  how  long  it 
would  take  finally  to  dispose  of  the  whole  matter,  but  the  efforts 
of  the  board  in  the  last  week  were  pointed  to  as  proof  that 
everything  was  being  done  to  speed  up  the  work. 


BOARD  WARNS  AGAINST  STRIKES 

The  Labor  Board,  at  an  executive  meeting,  October  29,  cleared 
up  the  remnants  of  the  strike  situation  and  announced  that  it 
would  proceed  immediately  with  the  work  on  rules  and  work- 
ing conditions.  Disposition  of  the  strike  was  made  in  decision 
No.  299,  made  public  after  the  meeting.  The  decision  contains 
no  order  but  warns  the  unions  that  any  unlawful  strike  will, 
in  the  future,  result  In  having  the  members  of  the  striking 
unions  forfeit  their  rights  under  all  existing  contracts.  The 
decision,  after  outlining  the  events  which  made  it  unnecessary 
to  issue  an  order,  congratulates  "the  parties  directly  Interested 
and  the  public,  most  vitally  and  profoundly  interested,  on  this 
return  to  industrial  peace,  triumph  of  the  reign  of  law  and  the 
escape  from  this  national  disaster." 

Continuing,  the  decision  says: 

But  at  this  time,  and  while  the  matter  Is  ao  Intensely  before  the 
minds  of  all.  the  board  deems  It  expedient  and  proper  to  make  Its 
rulings  and  position  on  some  of  the  points  Involved  so  clear  that  no 
ground  for  any  misunderstanding  can  hereafter  exist. 

First,  when  any  change  of  wages,  contracts  or  rules  previously  In 
effect  are  contemplated  or  proposed  by  either  party,  conference  must 
be  hnd  as  directed  by  the  transportation  act.  and  by  rules  or  decisions 
of  procedure  promulgated  by  the  hoard,  and  where  agreements  are 
not  reached  the  dispute  must  be  brought  before  this  board,  and  no 
action  taken  or  change  made  until  authorized  by  the  board. 

Second,  the  ordering  or  authorizing  of  the  strike  by  the  organiza- 


tions of  employes  parties  hereto  was  violation  of  decision  No.  147  of 
this  board,  but  said  strike  order  having  been  withdrawn  it  is  not  now 
necessary  for  the  board  to  take  any  further  steps  in  the  matter. 

The  board  desires  to  now  point  out  that  such  overt  acts  by  either 
party  tending  to  and  threatening  an  interruption  of  the  transporta-^ 
tion  lines,  the  peaceful  and  uninterrupted  operation  of  which  are  so 
absolutely  necessary  to  the  peace,  prosperity  and  safety  of  the  entire 
people,  are  in  themselves,  even  when  they  do  not  culminate  in  a 
stoppage  of  traffic,  a  cause  and  source  of  great  injury  and  damage. 

The  hoard  further  points  out  for  the  consideration  of  employes 
interested  that  when  such  action  does  result  in  a  strike,  the  organ- 
ization so  acting  has  forfeited  its  rights  and  the  rights  of  its  mem- 
bers in  and  to  the  provisions  and  benefits  of  all  contracts  theretofore 
existing,  and  the  employes  so  striking  have  voluntarily  removed 
themselves  from  the  classes  entitled  to  appeal  to  this  board  for  relief 
and  protection. 


STRIKE  ABANDONMENT  EXPLAINED 

The  resolution  calling  off  the  proposed  rail  strike  was 
adopted  by  the  labor  leaders'  conference  the  night  of  October 
27.  The  action  taken  by  the  men  was  informal  in  nature  and 
the  formal  resolution  wss  not  actually  drawn  up  until  Octo- 
ber 28,  the  first  copies  being  distributed  that  afternoon.  It  was 
assumed  that  this  course  was  made  necessary  because  the  gen- 
eral chairmen  wanted  a  resolution  to  take  back  to  their  con- 
stituents that  would  persuade  them  that  the  leaders  had  really 
won  a  victory.  The  resolution,  as  given  out,  began  with  a 
recital  of  the  events  leading  up  to  the  calling  off  of  the  strike, 
and  enumerated  the  reasons  why  that  course  was  decided  on. 
In  part,  it  was  as  follows: 

Whereas,  In  reply  to  questions  propounded  to  him  (at  the  hearing, 
October  26),  Mr.  T.  DeWitt  Cuyler,  chairman  of  the  Association  of 
Railway  Executives,  representing  95  per  cent  of  the  carriers  cited 
to  appear,  stated  that  none  of  the  carriers  represented  by  his  associa- 
tion would  reduce  wages  or  change  working  conditions  unless  by  agree- 
ment with  their  employes  or  by  decision  of  the  Labor  Board,  nor  would 
they  violate  the  transportation  act  in  any  particular  in  respect  to  any 
dispute  between  the  carriers  and  the  employes;  and 

Whereas,  In  reply1  to  questions  propounded  by  the  board  to  the 
representative  of  one  of  the  carriers,  a  member  of  the  Association  of 
Railway  Executives,  who  had  reduced  wages  and  changed  working 
conditions  without  authority  of  the  board,  he  stated  that  such  reduc- 
tion in  wages  and  changes  in  working  conditions  would  be  restored 
and  that  no  further  reductions  or  changes  would  be  made  except  upon 
decision  of  the  board  by  agreement  with  the  employes;  and 

Whereas,  We  interpret  this  question  and  answer  to  mean  that  all 
carriers  who  have  reduced  wages  or  changed  working  conditions  with- 
out authority  of  the  board  will  voluntarily  cancel  such  reduction  in 
wages  or  changes  in  working  conditions,  or  be  cited  to  appear  before 
the  Labor  Board  to  show  cause  why  they  should  not  do  so; 
and 

Whereas,  As  further  indicating  the  attitude  of  the  Board,  the  fol- 
lowing memorandum  was  adopted  by  the  hoard  in  executive  session: 
(Here  is  reproduced  Hooper's  memorandum  of  October  25).  and 

Whereas,  TTiis  memorandum  was  submitted  to  the  executives  of 
the  carriers  and  rejected  by  them:  and 

Whereas,  It  was  not  submitted  to  the  representatives  of  the  em- 
ployes' organizations  until  after  the  hearing  on  October  26.  nor  to 
your  executive  committees  and  general  chairman  until  the  following 
morning:  and 

Whereas,  We  interpret  the  foregoing  memorandum  to  mean  a 
number  of  important  things  to  the  membership  of  our  organization. 
Among  these  things  we  mention: 

First,  it  is  evident  that  the  board  has  adopted  a  policy  under 
which  it  will  not  be  in  a  position  to  give  consideration  to  any  applica- 
tion affecting  the  wages  of  transportation  employes  for  a  considerable 
period  of  time. 

Second,  that  it  does  not  propose  to  take  any  action  on  wage  appli- 
cations affecting  any  class  of  employes  until  it  is  definitely  known 
what  working  conditions  apply. 

Third,  that  the  train  and  engine  service  emploves  will  be  given 
full  consideration  in  view  of  the  hazard,  responsibilities  and  other 
cond'ti'ns  peculiar  to  their  employment:  .  .  .  and 

Whereas.  In  addition  to  the  foregoing  it  has  become  apparent  to 
your  representatives  that  the  powers  in  control  of  the  railways  have 
so  arranged  conditions  as  to  shift  the  burden  and  expense  of  a  strike 
to  the  shoulders  of  the  people:  and 

Whereas,  With  this  information  before  us  we  feel  that  a  solemn 
obligation  rests  upon  us  to  forego  the  full  satisfaction  of  our  demands 
rather  than  to  cause  loss  and  suffering  to  the  people  by  carrying  on 
a  strike,  the  expense  and  hardships  of  which  would  fall  upon  the 
pub'-'c  instead  of  upon  the  railroads:  and 

Whereas.  As  a  result  of  the  activities  of  these  organizations  since 
July,  the  public  is  assured  a  reduction  in  freight  and  passenger  rates, 
wh'ch  would  not  otherwise  have  been  made  and  which  should  he  re- 
flected in  a  substantial  reduction  in  the  cost  of  living  that  w'll  in  a 
measure  compensate  the  employes  for  the  reduction  in  wages  im- 
posed upon  them:  .  .  .  and 

Whereas.  The  employers  of  labor,  except  in  the  railway  service, 
consider  it  a  reasonable  and  f»'r  policy  to  make  term  agreements  with 
their  employes,  and  everv  adjustment  of  wages  is  made  for  a  period 
of  one.  two  or  three  years:  and 

Whereas.  It  was  one  of  the  aims  of  the  employes  in  this  dispute 
to  secure  a  settlement  of  the  railroad  wage  controversy  for  at  least  ;i 
ppr'od  of  one  year,  in  order  that  the  business  interests  of  the  country 
might  not  be  disturbed  at  frequent  intervals  bv  serious  disputes  be- 
tween the  railroads  and  their  employes,  too  often  reaching  the  po'nt 
of  a  threatened  cessation  of  work  by  the  employes,  and  that  the 
emploves  wnM  not  be  obliged  to  assume  the  enormous  expense  inci- 
dent to  conducting  repeated  hearings  before  the  Labor  Board  involv- 
ing their  wages  and  working  conditions,  and  because  the  employes 
as  well  as  the  public  nre  entitled  to  settle  conditions  in  respect  to 
these  'mnortant  matters:  and 

Whereas,  We  here  take  occasion  to  inform  the  public  that  as  a 
result  of  the  world  war  railway  employes  were  the  last  to  receive  in- 
creases in  wages  and  among  the  first  to  have  a  reduction  of  wages 
imposed  upon  them:  therefore,  be  It 

Resllved.  That  we,  the  executive  committees  and  general  chairmen 
representing  the  organizations  named  herein,  are  sincerely  of  the 
opinion  that  the  memorandum  announcing  the  policy  of  the  board, 
and  the  pledges  of  the  railway  executives  made  to  the  board,  constitute 
an  acceptable  basis  of  settlement  justifying  the  calling  off  of  the 
strikes  which  were  authorized  by  a  vote  of  the  members  of 'our  or- 
ganizations, and  we  hereby  call  off  such  strikes,  having  confidence 
that  good  results  will  follow  the  adoption  of  the  memorandum  by  th<: 
Labor  Board  and  the  pledges  of  the  railway  executives  made  to  the 


Novell!  lifl    :">.    I  ill!  I 


THE    TRAFFIC     WORLD 


935 


board  .-it    Hi.    publli    l..ariiiK  October  M:   ninl   further,   to  afford  an  op- 

reductlon  of  freight  anil  pause, ,K,T  nii.>M  to  correspond 

,    existing;    reductions    In    wages,    to    determine    xvlint    effect    such 

in    :n,,i    passenger   rates    will    have    upon    the    cost 

Tin-  carrier  referred  to  in  the  second  paragraph  of  the  reso- 
lution as  [jrintcd  above,  the  Cincinnati,  Indianapolis  &  Western, 
ihnmgli  its  president,  B.  A.  Worthington,  sent  the  following  letter 
to  the  board  October  28: 

plying  with   the  suggestion   which  you   nuioV   at   the   n linn 

o  yestrnlny,    I    l,eK   to  hand  you    herewith  copy  of   my    letter 
N-i-al    chairmen   of  the   four  orn!inl/.ntions   relatmr, 

to  time  and   one-half  for  overtime,   which  I   hope  will  b<>  sntlxfactorv 
to  your  honorable  board. 

Mr.   Worthington's   letter  to  the  chairman  of  the   brother- 
on  his  road  was  as  follows: 

At   the  conference  with  the  United  States  Railroad  Labor  Board, 

hlld  ,'"  '  hiean.  v,  and  at  the  suggestion  of  Governor  Hooper 

ol    aiding  to  produce   harmony  in  the   present  contro- 

ords  UK    pleasure  to  announce  to  you  that  the  C     I    &  W 

galli u...,   Co.   will  pay  time  and  one-half  for  overtime  from  August  l' 

the   tune    it   was   eliminated,    until    this   question   is   definitely    passed 

by   the   board,   this  question   being  pending  before  the   board  at 

the  present  tune. 

In   order   to   forestall   a  charge  that   the   board   had   been 
"bluffed"   into   issuing   its   memorandum,   October   25,    Commis- 
i-  Hooper  issued  the   following  statement  October  28: 

Th   i,    are  some  people  who  hold  to  the  idea  that  the  brotherhoods 

eal   intention  of  striking.     This  is  a  mistake.     If  conciliatory 

ithods    had   not   been   used,    there   would   undoubtedly   have -been   a 

rnnsi   disastrous  strike.     Not  that  the  men  really  wanted  to  strike      It 

s    lather    like    this:     I    have    seen    two    boys'begin    bantering    each 

other  with  but  little  intention  of  fighting,   but  after  one  had  knocked 

the  other  s  hat  and  the  other  had  reciprocated  by  spitting  on  his 

the    light   WHS  on. 

:ired  only  a  small  degree  of  ordinary  common  sense  to  avert 

••strike.    Now,  that  it  is  out  of  the  way,  there  are  many  lessons  the 

mblic  should  learn  from  this  situation,   relative  to  the  transportation 

the  absolute  right  that  the  people  have  to  be  protected  from 

recurrence  of  these  periodical  transportation  disturbances. 

The  question  of  the  status  of  the  striking  trainmen  on  the 

international   &   Great  Northern   was   broached   to  W.   G.   Lee. 

\Vo  shall  advise  them  to  go   back  to  work  immediately,"  he 

said,  "but  we  cannot  order  them  to  do  so.     They  will  have  to 

decide  that  for  themselves." 


A  number  of  ilenm  have  been  amended  only  no  as  to  show 
that  there  has  been  a  change  in  the  water  niton  xlnce  the  original 
application  was  filed.  Items  in  which  there  Han  been  a  change 
in  rate  or  minima  are  as  follows: 


Mem        Article,  Present  rate 

No.  O.  L.  range. 

1  Canned  goods   $1.17     -11.83 

Also  add  fruit  but- 
ters, jams  and  Jellies, 
prepared  c  o  c  o  a  n  u  t. 
canned  fruit  and  fruit 
preserves,  corn  syrup. 

2  Carpets,    linoleum,    ete..    l.r_>     -    i 
I     Drugs,  medicines,  etc..  2.31     - 


Rate  origin- 
ally prop'  n'd 
and  or.gln 

groups. 
$1.30  A  to  O 


i.iin  A&  i: 

L'..Ml  A   to   K 

&H 

24,000-lb. 
min. 


Kate  now 
proponed 
and  origin 

group*. 
$1.15  A  (0. 1 


I.  Ill  A  to  II 
2.00  A  to   I 

30,000- Id. 
mln. 


A  CORRECTION 

In  some  of  the  bulletins  put  out  by  the  Bureau  of  Railway 
Economies,  "Wage  and  Rate  Increases  Compared"  (Traffic  World, 
October  29,  p.  885),  a  typographical  error  was  made  in  the  per- 
centage of  increase  in  freight  rates  in  June,  1918.     The  increase 
in  freight  rates  which  took  place  at  that  time  was  25  per  cent 
iy  a  transposition  of  figures  in  part  of  the  edition  of  the  bulled 
tin  referred  to  this  increase  was  printed  as  52  per  cent. 

TRANSCONTINENTAL  RATE  REDUCTION 

Under  date  of  October  31,  R.  H.  Countiss  sent  to  the  Com- 
mission amendment  No.  1  to  Transcontinental  Freight  Bureau's 
fourth  section  application  No.  19,  containing  additions,  elimina- 
tions and  changes  in  the  original  application,  which  was  filed 
August  22,  and  to  which  the  Commission  has  given  fourth  sec- 
tion application  number  12063.  To  the  63  items  contained  in  the 
iginal  application  17  more  have  been  added,  including  phos- 
phate of  lime,  starch,  rosin,  turpentine  and  lard  and  lard  sub- 
stitutes. 

The  following  items  have  been  eliminated: 

Article. 

Bottles,  fruit  jars,  etc. 
Glue. 

Hose,  belting,  etc. 
Ink.  mucilage,  etc. 
Iron  and  steel  articles;  sucker  rods  and  sucker  rod  joints,  in 

bundles. 

Paper  bags,  etc. 
Building  paper,  etc. 

Paper  blank  books,  envelopes,  tablets,  etc. 
Paper  napkins,  table  cloths,  etc. 
Wall  paper. 

Corrugated  lining  paper,  etc. 
Blotting  paper,  etc. 
Paper,  bond,  ledger,  etc. 

Paper,  wrapping,  tissue,  fruit,  book,  not  surface  coated,  etc 
Paper,  toilet,  paper  toweling,  etc. 
Wrapping  paper,  glazed,  not  printed,  etc. 
Prepared  roofing,  wall  board,  etc. 
Rubber  boots  and  shoes,  etc. 
Glucose,  corn  syrup,  molasses,  etc. 
Tacks,  shoe  nails,  etc. 

On  most  of  the  amended  items  it  has  been  decided  to  reduce 
B  rates  more  than  was  at  first  proposed.    On  cast-iron  pipe 
d  connections,  for   instance,   it  was  proposed  in   the  original 
application  to  substitute  for  the  present  rates,  which  range  from 
1.17%   to   $1.83%,  a  rate  of  $1.25,   to  apply  from  all  eastern 
groups.  A  to  J.  with  a  minimum  of  40,000  pounds,  and  to  apply 
rate  of  $1  with  a  60,000-pound  minimum.    In  the  amended  ap- 
plication the  rates  proposed  are  $1.15  with  the  higher  and  90 
cents  with  the  lower  minimum. 


5    Dry  goods,  cotton  piece 

goods,    etc 1.66ft-  2.08%        l.SOAtoC          l.SOAtoH 

Also     add     hair    felt, 
cotton      twills,      cotton 
towels   and   toweling. 
11     Iron  and  steel  articles: 
Pipe       bands       and 
rods,    etc 1.17%- 

14  Link   belting,  chain,  etc.  1.33     - 

15  Billets,  blooms,  etc 1.17%- 

17     Butts   and   hinges 1.33     - 

19     Rough  castings,  etc 1.33     - 

22  Pig   iron,    etc 72     - 

23  Boiler  flues,  etc 1.17%- 

2i;     Nails,    spikes,   etc 1.17%- 

27  Horseshoe  nails,  boxed.  1.33     - 

28  Cast  iron  pipe  and  con- 

nections     1.17%- 

29  Pipe  fittings,  etc 1.25     - 

33    Open  seam   tubing...,.  1.42     -  1.83 

36    Paints,   etc 1.33     -  " 

64    Soap,      washing      com- 
pound, etc 1.40%- 

59     Twine   and   cordage 1.33     -  1.83% 

63    Wire  and  wire  goods...  1.17%-  1.83% 

*60,000-lb.  minimum. 

tRate  extended  to  cover  movement  to  north  Pacific  coast  terminals. 

No  change  has  been  made  in  the  list  of  California  and  north 
Pacific  coast  terminals  to  which  it  is  proposed  to  apply  the  new 
rates.  The  original  plan,  to  apply  to  intermediate  points  rates 
aggregating  the  sum  of  the  transcontinental  rate  to  the  nearest 
terminal — meaning  the  one  to  which  the  lowest  local  rate  is  in 
effect — and  the  local  rate  from  the  terminal  to  the  intermediate 
destination,  also  remains  unchanged. 

Fourth  section  application  No.  12063  is  one  of  those  on  which 
Examiner  Disque  will  begin  to  hold  hearings  November  11  in 
Chicago.  New  items  added  in  the  supplement  are  as  follows: 

Proposed 

rate  and 

origin  groups. 

$1.50  A  to  J 


1.83% 

1.25  A  to  H 

1.20  A  to  H 

1.17%     J 

1.17%     J 

1.83% 

1.25  A  to  J 

1.20  A  to  J 

1.83% 

1.00  A  to  C 

.90  A  to  J 

.90  D  to  J 

1.83% 

1.35  A  to  H 

1.25  A  to  J 

I.83K 

1.25  A  to  J 

1.20  A  to  J 

1.00 

.90  D  to  H 

.75  D  to  H 

.72         J 

.72        J 

1.83% 

1.25  A  to  H 

1.25  A  to  K 

1.8S« 

1.00  A  to  J 

.90  A  to  J 

1.83% 

1.25  A  to  J 

1.20  A  to  .1 

1.83% 

1.25  A  to  J 

1.15  A  to  J 

•1.00  A  to  J 

*  .90  A  to  J 

1.83% 

i  .  i  :.  A  to  J 

1.05  A  to  J 

50,000-lb. 

60,000-lb. 

min. 

min. 

1.83% 

1.25  A  to  E 

tl.25Gr.  E 

1.83% 

1.50  A  to  C 

1.25  A  to  J 

1.92 

1.40  A  to  H 

1.25  A  to  J 

40,000-lb. 

60,000-lb. 

min. 

min. 

1.83% 

1.30  A  to  J 

tl.30  Gr.  H 

1.83% 

1.00  A  to  J 

.90  A  to  J 

Kern  No. 
6 


38 
39 
40 
II 
12 
43 
It 

46 
17 


Item 
No. 
64 
65 

66 
67 
68 
69 
70 
71 
72 
73 
74 
75 
76 
77 
78 


79 
SO 


Present  rate 
Article,  C.  L.  range. 

Baking  powder,  etc $1.56%-$2.23% 

Phosphate     of     lime     and     soda- 
alumina  sulphate   1.46     -  2.15 

Cooling-room    material    2.11%-  2.83% 

Refrigerators,  etc 2.11  V4-  2.83% 

Glass,  rough   rolled   1.95%-  2.66% 

Window   glass    1.40%-  2.08% 

Chewing  gum  in  boxes  2.97     -  4.16% 

Boilers,  set  up  1.49    -  2.00 

Boilers,   etc.,   k.   d 1.33     -  1.83% 

Iron  stove  pipe  1.33     -  1.83% 

Leather,    etc 1.95%-  2.66% 

Lard  and  lard  substitutes 1.95%-  2.66% 

Rosin,    in   barrels 1.09%-  1.66% 

Starch,  etc 1.49     -  2.00 

Tires,     rubber,     solid,     and     pneu- 
matic;      also       wheel       channels, 

flanges,   etc 3.67%-  4.50 

Turpentine,    in   packages 1.95%-  2.66% 

Turpentine,  in  tank  cars 2.03     -  2.75% 


1.40  A  to  J 
2.00  A  to  J 
2.00  A  to  J 
1.50  A  to  J 
1.30  A  to  J 
2.50  A  to  J 
1.40  A  to  J 
1.30  A  to  J 
1.40  A  to  H 
2.10  A  to  E 
1.60  A  to  J 
1.10  A  to  H 
1.45  D  to  J 


2.75  A  to  J 
1.75  A  to  J 
1.83  A  to  J 


RAILROAD-LABOR  JOINT  BOARD 

Sixteen  railroads  in  the  southeast  and  the  four  train  opera- 
tive brotherhoods  have  established  a  joint  board  for  the  con- 
sideration and  disposition,  by  a  majority  vote,  of  all  disputes  be- 
tween them,  growing  out  of  personal  grievances,  or  out  of  the 
interpretation  or  application  of  schedules,  practices  and  agree- 
ments which  cannot  be  settled  by  direct  negotiation.  The  joint 
board  is  to  have  no  jurisdiction  over  requests  for  changes  in 
rates  of  pay,  or  rules  covering  working  conditions,  jurisdiction 
over  such  matters  being  vested  in  the  Labor  Board. 

Albert  B.  Bayless,  of  the  Louisville  &  Nashville,  is  to  be 
chairman  of  the  board,  and  F.  A.  Burgess,  of  the  Brotherhood  of 
Enginemen,  is  to  be  the  vice-chairman. 

The  railroads,  parties  to  the  agreement,  are  as  follows: 
Atlantic  Coast  Line,  Atlanta  &  West  Point,  Western  Railway  of 
Alabama,  Central  of  Georgia,  Charleston  &  Western  Carolina. 
Chesapeake  &  Ohio,  Florida  East  Coast,  Georgia,  Gulf  &  Ship 
Island.  Louisville.  Henderson  &  St.  Louis.  Louisville  &  Nash- 
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ville,  Nashville,  Chattanooga  &  St.  Louis,  Norfolk  Southern, 
Norfolk  &  Western,  Richmond,  Fredericksburg  &  Potomac,  Sea- 
board Air  Line,  and  Winston-Salem  Southbound. 


REDUCTIONS    IN    RATES 

The  Traffic  World   Washington  Bureau 

Representative  Sanders,  of  Indiana,  has  had  published  as 
a  House  document  a  summary  of  the  rate  reductions  that 
have  been  made  since  the  publication  of  the  advances  under 
Ex  Parte  No.  74.  The  material  for  it  was  furnished  for  him 
from  the  flies  of  the  Commission  by  Commissioner  Lewis.  Sum- 
maries of  the  general  reductions  such  as  are  included  in  the 
material  furnished  by  Commissioner  Lewis  have  been  published 
in  The  Traffic  World,  from  time  to  time. 

The  material  other  than  the  general  revisions,  which  have 
been  fully  covered  in  The  Traffic  World,  is  in  great  detail,  show- 
ing isolated  reductions,  as  for  instance,  on  artificial  stone  from 
Syracuse,  N.  Y.,  to  Scranton  and  Green  Ridge,  Pa.;  salt  from 
four  points  in  New  York  to  30  in  Pennsylvania;  ice  from  three 
points  in  Pennsylvania  to  Paterson,  N.  J.,  and  coke  and  coke 
braize  from  Seaboard,  N.  J.,  to  twenty  points  in  Pennsylvania, 
each  of  which  would  be  called  a  local  readjustment  to  meet 
some  particular  local  condition  not  affecting  the  rate  structure 
except  at  the  points  mentioned.  There  are  about  3,000  of  that 
character. 

The  matter  has  been  printed  as  House  of  Representatives 
Document  No.  115  of  the  first  session  of  the  67th  Congress.  It 
makes  a  booklet  of  40  pages,  most  of  which,  of  course,  is  devoted 
to  the  details  about  reductions  of  small  geographical  scope.  It 
may  be  obtained  by  writing  to  the  superintendent  of  documents. 
In  his  letter  of  transmittal  Commissioner  Lewis  in  part  said: 

The  first  seven  pages  are  intended  to  show  the  more  general 
reductions,  while  those  following,  consisting  of  over  100  typewritten 
pages,  show  reductions  of  varying  extent  on  specific  commodities. 
The  attached  list  does  not  by  any  means  cover  the  total  number 
of  reductions  which  have  been  made.  During  the  year  ended  June 
30,  1920.  there  were  filed  with  the  Commission  135.426  tariff  schedules 
containing  changes  .in  freight,  express  and  pipe-line  rates  and  pas- 
senger fares,  of  which  more  than  three-fourths  covered  freight. 
All  of  these  schedules  contained  a  number  of  changes  in  rates,  some 
of  them  carrying  as  many  as  3,000,  and  it  would  be  safe  to  say  that 
during  the  year  which  has  passed  since  the  general  increase  follow- 
ing ex  parte  74  at  least  a  million  changes  in  individual  rates  have 
been  filed  with  the  commission.  Many  of  those  changes,  which,  be- 
cause of  lack  of  time  it  has  been  impossible  to  include,  are  minor 
in  character,  consisting  of  the  establishment  of  commodity  rates 
in  lieu  of  class  rates,  correction  of  errors,  opening  of  new  stations. 
and  numerous  changes  of  a  more  or  less  routine  character.  A 
mere  enumeration  of  a  number  of  these  rate  changes  that 
consisted  of  reductions  and  the  number  that  consisted  of 
advances  would  afford  very  little  basis  for  determination  of  the  ex- 
tent to  which  transportation  charges  in  the  aggregate  have  been 
advanced  or  reduced.  Some  of  the  individual  reductions  mean  a 
loss  of  many  millions  in  revenue  to  the  carriers.  The  reduction  in 
western  grain,  grain  products,  and  hay  rates  alone,  it  is  estimated, 
amounts  to  $35,000,000  to  $40,000,000. 

The  list  is  necessarily  incomplete,  because  the  time  in  which  it  was 
prepared — one  week — was  insufficient  to  admit  of  a  complete  check 
of  the  files  of  the  commission  in  an  attempt  to  gather  data  on  all 
of  the  reductions.  The  compilation  of  a  statement  showing  all  the 
reductions  made  would  require  several  months. 


NEW   RAILROAD    BILL 

The  Traffic   World   Washington  Bureau 

By  request  of  Conrad  Reno,  of  Springfield,  Mass.,  Speaker 
Gillett  introduced  a  bill  (H.  R.  8974)  "to  keep  the  railroads  in 
operation."  The  measure  does  not  have  the  support  of  the 
speaker.  Section  1  provides  that  violation  of  an  order  of  the 
Labor  Board  shall  be  a  misdemeanor,  punishable  by  a  fine  or  im- 
prisonment, or  both.  Section  2  declares  that  "the  capital  and 
labor  engaged  in  each  interstate  railroad  corporation  are  hereby 
constituted  a  capital  and  labor  partnership,  with  limited  lia- 
bility, composed  of  the  stockholders  as  capital  partners  and  of 
all  the  hand  workers  and  brain  workers  engaged  in  the  business, 
except  the  executive  officers,  as  labor  partners."  Section  3  pro- 
vides that  "the  joint  earnings  of  each  capital  and  labor  railroad 
partnership  shall  be  divided  between  the  labor  partners  and  the 
capital  partners  in  the  ratio  of  fifty  to  fifty  in  the  manner  fol- 
lowing, to  wit:  The  labor  partners  shall  receive  living  wages  as 
the  work  progresses  at  the  present  intervals  of  payment  as  a 
first  charge  upon  the  industry.  If  the  joint  earnings  for  the 
quarter  amount  to  more  than  the  aggregata  of  living  wages  for 
the  game  quarter,  the  capital  partners  shall  be  entitled  to  the 
excess  up  to  an  amount  equal  to  the  total  living  wages,  as  living 
dividends  for  the  capital  partners.  If  the  joint  earnings  for  the 
quarter  exceed  the  sum  of  living  wages  plus  living  dividends,  the 
excess  of  'good  will'  earnings  shall  be  equally  divided  between 
the  two  sets  of  partners  as  good-will  wages  and  as  good-will 
dividends."  Section  4  provides  that  the  wages  fixed  by  the 
Labor  Board  shall  be  declared  the  living  wages  within  the  mean- 
ing of  the  act.  Section  5  recognizes  orders  heretofore  made  by 
the  Labor  Board  on  matters  other  than  wages  as  lawful  orders. 
Section  6  gives  the  Labor  Board  authority  to  fix  wages  without 
conferring  with  capital  or  labor.  Section  7  directs  the  Inter- 
state Commerce  Commission  "to  lower  the  rates  on  all  farm 
products,  coal,  lumber,  building  materials,  and  other  necessaries 
of  life,  to  the  end  that  the  producer  may  reach  his  natural 


markets  at  reasonable  rates  and  making  a  living  profit,  and  that 
the  consumer  may  purchase  the  goods  and  products  at  lower 
prices."  Section  8  provides  that  "the  chairman  of  the  Interstate 
Commerce  Commission,  and  the  chairman  of  the  United  States 
Railroad  Labor  Board,  and  a  third  person  to  be  appointed  by  the 
President  of  the  United  States,  shall  be  a  board  of  examiners, 
and  shall  have  authority  to  examine  all  books,  vouchers,  and 
persons  in  matters  pertaining  to  joint  earnings,  to  living  wages, 
to  living  dividends,  and  to  other  matters  arising  in  the  adminis- 
tration of  this  act;  to  determine  the  amounts  of  the  joint  earn- 
ings, the  living  wages,  and  the  living  dividends;  to  regulate  the 
form  of  accounts  kept  by  the  carriers,  and  otherwise  to  exercise 
a  general  superintendence  over  the  capital  and  labor  railroad 
partnerships.  The  third  member  of  the  board  shall  be  appointed 
for  a  term  of  three  years  and  shall  receive  a  salary  of  $12,000 
per  annum,  payable  quarterly  in  equal  sums.  The  board  may 
appoint  all  necessary  deputies,  clerks  and  other  assistants." 


MISSOURI   GRAIN   RATES 

The  Missouri  Commission  has  issued  an  order,  effective 
November  9,  in  which  the  carriers  in  that  state  are  required  to 
put  into  effect,  prior  to  November  20,  rates  on  grain,  grain  prod- 
ucts and  hay,  intrastate  in  Missouri,  which  will  conform  to  the 
rates  suggested  for  interstate  movements  of  these  commodities 
by  the  Interstate  Commerce  Commission  in  the  western  grain 
rate  case.  The  order  was  entered  after  most  of  the  exhibits 
used  by  the  state  commissions  in  the  western  grain  rate  casft 
were  presented  to  the  Missouri  commission  for  consideration, 
and  after  that  body  had  called  for  and  considered  revenue  re- 
ports of  the  carriers  serving  the  state  both  as  to  interstate  and 
intrastate  traffic.  The  conclusion  drawn  by  the  state  commis- 
sion was  that  "the  financial  condition  of  the  carriers  as  com- 
pared to  the  period  in  1920  (when  the  Ex  Parte  74  increases 
were  allowed)  is  more  favorable  and  that  through  wage  reduc- 
tions and  economies  some  reductions  in  rates  can  be  made. 

"From  a  thorough  analysis  of  the  commodity  statements  of 
the  defendants  it  appears  that  grain  and  grain  products  have 
been  and  are  bearing  an  undue  portion  of  the  cost  of  conduct- 
ing railway  transportation,"  the  report  said.  It  is,  therefore, 
found  "that  for  the  future,  rates  on  wheat  and  hay  will  be  un- 
just and  unreasonable  to  the  extent  that  they  may  individually 
include  more  than  one-half  of  the  increases  authorized  August 
26,  1920;  and  that  rates  on  coarse  grains  for  the  future  will  be 
unjust  and  unreasonable  to  the  extent  that  they  may  exceed  90 
per  cent  of  the  rates  herein  prescribed  as  a  maximum  on  wheat, 
from  and  to  the  same  points." 


SEPTEMBER  RAILROAD  REVENUE 

The   Traffic    World    Washington   Bureau 

With  reports  from  all  but  the  Southern  Pacific  and  eight 
small  roads,  it  is  estimated  that  the  net  railway  operating  in- 
come of  class  I  roads  for  September  was  approximately  $85,- 
500,000,  representing  a  return  in  percentage  of  about  4%  per 
cent,  as  against  5  per  cent  in  August.  To  have  earned  6  per 
cent  the  roads  should  have  had  a  net  of  $113,000,000. 


EARNINGS   AND   WAGE   CUTS 

"If  the  wage  cut  of  about  12  per  cent,  in  effect  on  July  1, 
1921,  had  not  been  granted  by  the  Railroad  Labor  Board,"  sayg 
the  Association  of  Railway  Executives,  "the  net  operating  in- 
come of  the  railroads  of  the  United  States  would  have  been  only 
a  little  more  than  half  what  it  actually  was  in  July  and  August 
last.  The  wage  reduction  amounted  to  from  $350,000,000  to 
$400,000,000  per  year,  or  approximately  $30,000,000  per  month. 
Reports  to  the  Commission  showed  that  the  railroads  earned  in 
July  $69,298,521,  which  would  be  at  the  annual  rate  of  return 
of  4.5  per  cent  on  their  tentative  valuation  fixed  by  the  com- 
mission for  rate  making  purposes.  In  August  it  was  $90,241.103 
or  at  the  annual  rate  of  return  of  five  per  cent.  Had  the  wage 
reduction  not  been  in  effect,  the  roads  would  have  earned  in 
July  only  $39,000,000  or  2.5  per  cent  on  their  valuation,  while 
in  August  it  would  have  been  $60,000,000  or  3.3  per  cent." 


DEFERRED  MAINTENANCE  OF  ROADS 
"During  the  eight  months  which  ended  with  August,  1921, 
the  railroads  of  the  United  States  expended  for  maintenance  of 
way  $507,837,688,  compared  with  $693,788.085  during  the  same 
months  of  1920,  a  reduction  of  $185,950,397  or  26.8  per  cent, 
according  to  tabulations  made  from  reports  received  by  the 
Interstate  Commerce  Commission  from  the  carriers,"  says  the 
Association  of  Railway  Executives.  "For  maintenance  of  equip- 
ment the  eight-month  expenditures  in  1921  were  $842  834  226, 
compared  with  $1,030,442.877  during  the  corresponding  period 
in  1920,  a  reduction  of  $187.608,651  or  18.2  per  cent.  The  total 
reduction  in  maintenance  (both  accounts)  was  $373.559,048  or 
21.7  per  cent.  During  the  same  period,  transportation  expenses 
were  reduced  15.7  per  cent,  and  total  operating  expenses  17.5 
per  cent.  It  is  clear  that  maintenance  has  been  severely  cut 
in  1921  and  the  bulk  of  $373,559,000  of  reduction  represents 
deferred  maintenance  that  must  be  made  up  at  some  future 
time." 
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KURRIE  SAYS  NO  RATE  CUT 

The  work  performed  by  the  Chicago  Shippers' 
Asssociation  in  the  last  year  was  reviewed  by  J.  J.  Wait,  retir- 
ing  president,  at  the  annual  meeting,  November  1.  The  con- 
ierence  association  has  in  it  practically  all  of  the  Chicago  mem- 
bers of  the  National  Industrial  Traffic  League,  and  is  an  out- 

«th  of  several  of  the  committees  of  shippers  organized  dur- 
ing the  war,  notably  the  Shippers'  Section  of  the  Switching  Con- 
ference and  the  Chicago  Claim  Conference.  Mr.  Wait  told  of 
the  work  of  the  express  committee  In  trying  to  obtain  the  adop- 
tion of  a  uniform  express  receipt,  and  of  the  legislative  commit- 
tee, which  has  been  working  for  the  passage  of  the  funding  bill 
in  Congress  and  which  paid  especial  attention  to  the  work  of 
the  Illinois  legislature.  The  work  of  the  rate  committee,  the 
service  committee  and  others  was  also  reviewed.  The  switch- 
ing committee,  Mr.  Wait  said,  had  discovered  a  movement  on 
i  lie  part  of  some  of  the  carriers  to  require  a  $50  per  car  revenue 
minimum  before  allowing  any  switching  absorption  and  to  apply 
plus  rates  to  goods  delivered  within  the  Chicago  switching  dis- 
trict. 

The  speaker  of  the  meeting  was  H.  R.  Kurrie,  president  of 
the  Monon,  who  spoke  on  "The  Present  Railroad  Situation."  Mr. 
Kurrie  said  that  the  apparent  prosperity  of  the  carriers  in  the 
last  few  months  was  due  almost  entirely  to  deferred  mainten- 
ance which  would  soon  have  to  be  done  if  service  on  the  rail- 
roads were  to  be  maintained.  He  said  that  if  the  shippers 
wanted  service  they  could  not  for  some  time  expect  lower  rates. 
He  said  In  part: 

"I  was  asked  by  your  committee  to  come  over  at  this  time 
to  talk  to  you  briefly  with  respect  to  some  of  the  problems  con- 
fronting the  railroads  at  this  time.  I  can  freely  confess  that 
I  do  not  feel  qualified  to  look  at  the  important  questions  con- 
fronting the  railroads  from  the  broad  aspect  that  might  interest 
you  most,  but  I  do  have  some  knowledge  of  the  difficulties  of 
the  present  situation  as  I  have  been  able  to  discover  them  Jn 
my  work  of  trying  to  manage  the  operation  and  policies  of  one  of 
the  smaller  Chicago  lines. 

"When  the  railroads  were  returned  from  federal  control, 
March  1,  1920,  they  were  pretty  sick  institutions,  but  they  came 
back  under  the  terms  of  the  transportation  act  of  1920,  which 
was  heralded,  not  as  law,  but  as  an  institution  which  would 
finally  put  a  firm  foundation  under  the  whole  railroad  situation, 
and  we  all,  with  considerable  enthusiasm,  looked  upon  it  as  the 
rising  sun.  The  most  striking,  and  at  the  same  time  the  most 
comforting,  part  of  the  transportation  act,  is  that  part  of  Sec- 
tion 422,  Clause  2,  where  it  is  provided  that  the  Commission 
'shall  initiate,  modify,  establish  or  adjust  such  rates  so  that  the 
carriers  as  a  whole  (or  as  a  whole  in  each  of  such  rate  groups  or 
territories  as  the  Commission  may  from  time  to  time  designate) 
will,  under  honest,  efficient  and  economical  management  and 
reasonable  expenditures  for  maintenance  of  way,  structures  and 
equipment,  earn  an  aggregate  net  railway  operating  income 
equal,  as  nearly  as  may  be,  to  a  fair  return  upon  the  aggregate 
value  of  the  railway  property  of  such  carriers  held  for  and  used 
in  the  service  of  transportation.' 

"Looking  backward  over  a  period  of  a  year  and  a  half,  in 
Which  the  enforcement  of  the  guaranty  nrnviainng  nf  tha  trang- 
portation_._a<iL  has  been  honestly  and  industriously  sought  by 
the  Commission,  we  find  thin  it  is  just  the  old  story  over  again, 
and  that  is  that  Congress  cannot  by  legislation  influence  the 
direction  of  economic  laws.  This  provision  has  entirely  faile(] 

Of  its    Dill-nose,   because   the   rates   IMffrt    hv  tht>   Pmnmiaginn    in    ar. 

effort  to  ;dve  ii  effect  were  based  on  an  assumed  \olume  of  ion_ 
nage  that" has  not  been  reached^  The  readjustment  of  the  finan- 
cial situation  which  was  inaugurated  by  the  Federal  Reserve 
Bank  last  year,  as  well  as  the  general  feeling  that  everything 
was  on  a  false  level,  started  a  slowing  down  in  industry,  which 
reduced  tonnage  on  all  lines  about  30  per  cent  and  in  many 
cases  50  and  60.  The  claim  is  made  that  high  freight  rates  have 
had  something  to  do  with  this.  There  is  no  doubt,  of  course, 
that  freight  rates  have  a  bearing  on  selling  and  production  costs, 
and  at  the  same  time,  when  people  are  not  buying  what  they 
can  put  off  until  another  day,  anything  that  adds  to  the  produc- 
tion or  selling  cost  probably  has  something  to  do  with  the  re- 
duced market,  and  out  of  this  has  grown  a  pretty  decided  pres- 
sure urging  a  reduction  in  freight  rates.  A  good  many  reduc- 
tions have  occurred.  As  far  as  the  guaranty  provision  of  the 
transportation  act  is  concerned  it  is  a  dead  letter,  as  the  rates 
are  not  sufficient  to  enable  the  carriers  to  earn  the  5%  per 
cent  allowed  them,  that  provision  at  the  moment  has  ceased 
to  be  a  factor  in  the  situation. 

"It  is  true,  however,  that  the  reduced  revenue,  with  con- 
tinued high  operating  costs,  has  put  the  railroads  in  a  situa- 
tion where  they  cannot  stand  the  loss  of  revenue  which  would 
follow  a  general  reduction  in  freight  rates.  The  present  fair 
showing  of  the  railroads  is  largely  influenced  by  reduced  main- 
tenance expenditures,  which  will  have  a  direct  bearing  on  the 
service  that  the  railroads  will  be  able  to  give  you  upon  a  re- 
sumption of  normal  business  activities  and  an  increased  demand 
for  transportation  service.  As  I  view  it,  it  is  largely  up  to  the 
shipper,  the  user  of  transportation,  whether  he  wants  service 
or  whether  he  wants  lower  freight  rates.  He  can't  have  both. 


We  can't   K,-t.  our  house   in  order  to  take  care  oJ  the 

which  certainly  will  be  offered  us  before  a  great  while  If  our 

revenue  is  to  be  further  curtailed. 

"Men  In  railroad  service  have  not  shown  a  clearer  grasp  of 
the  situation  than  the  users  of  transportation  themselves  have 
shown.  The  users  of  transportation  have  been  quite  advanced 
In  their  views,  and  have  had  an  important  hand  in  framing  the 
transportation  act  and  the  creation  of  the  present  rate  structure 
which  it  was  hoped  would  put  the  railroads  on  their  feet,  and 
have  been  quite  patient  in  the  acceptance  of  rates  which  they 
considered  high,  because  of  the  feeling  that  it  was  necessary 
if  the  transportation  machine  was  to  be  put.  on  Its  feet  again. 

"We  are  still  doing  everything  we  can  to  control  operating 
costs.  Operating  costs  will  continue  high  until  our  house  is  put 
in  order.  Extraordinary  expenditures  have  been  made  in  the 
past  and  there  are  still  more  ahead  of  us  to  be  made.  When 
our  deferred  maintenance  Is  all  reclaimed  our  maintenance  costs 
will  be  less,  but  until  that  occurs  It  is  to  the  interest  of  every- 
one using  transportation  that  every  dollar  that  it  is  possible  to 
spend  be  spent  in  making  delayed  repairs.  Substantially  20 
per  cent,  or  at  least  one  freight  car  in  five,  is  in  bad  order  and 
unfit  for  service.  A  normal  figure  is  from  3  to  6  per  cent. 

"Ldon't  suppose  the  railroads  will  ever  see  a  "worse  condi- 
tion of  cars  than  pxtntfi0*  th°  ona  nf  *fd°ral  rnntrnl  We 
realize  that  before  a  great  while  these  cars  will  be  required  for 
service,  and  we  are  spending  all  the  money  available  to  put 
them  In  order.  If  it  were  possible  to  effect  prompt  settlement 
with  the  government  on  account  of  federal  control  and  guaranty 
period  claims,  fresh  capital  would  be  released  which  might  be 
employed  in  this  important  work. 

"The  only  substantial  source  of  income  that  we  have  to  look 
to  is  our  operating  revenue.  We  are  gaining  on  the  situation 
and  if  our  operating  revenue  is  not  materially  disturbed  by  the 
time  the  cars  are  needed  many  of  them  will  be  in  order.  If 
there  is  a  substantial  reduction  in  revenue,  the  time  when  the 
cars  will  be  put  in  order  will  be  deferred,  and  I  fear  when  the 
business  requires  them  they  will  not  be  available  for  service. 

'I  hope-  and  believe  that  in  the  end  the  great  body  of  ship- 
pers will  act  wisely  as  they  did  in  the  creation  of  the  present 
rate  structure  and  will  be  actuated  in  the  end  by  the  same  de- 
sire to  create  an  effective  and  efficient  transportation  machine 
as  they  were  when  they  acquiesced  in  the  general  increase  in 
freight  rates  which  was  given  last  year. 

'What  can  be  done  to  further  reduce  operating  costs?  It 
is  a  matter  of  common  knowledge  that  the  payroll  requires  from 
40  to  60  per  cent  of  our  operating  revenue.  The  rates  of  pay  on 
the  railroads  never  did  reach  the  high  peaks  that  they  reached 
in  industry  in  the  war  period,  and  I  don't  believe  that  they  will 
come  to  the  bottom  of  the  scales  that  prevail  in  industries  at 
the  moment.  The  theory  of  a  railroad  wage  has  been,  as  the 
employment  is  a  fairly  regular  one,  the  wage  scale  should  be 
a  fairly  even  scale.  While  our  wage  scales  today  are  high, 
and  in  the  process  of  readjustment  must  come  down,  yet  we 
must  keep  in  mind  the  fact  that  we  cannot  be  tampering  with 
these  wage  scales  every  thirty  or  sixty  days,  and  they  cannot  be 
expected  to  fluctuate  with  the  fluctuations  in  wage  costs  in  in- 
dustries. A  great  deal  has  already  been  accomplished,  partly 
by  negotiations  and  partly  through  the  instrumentality  of  the 
Labor  Board,  in  reducing  operating  costs.  The  board  has  not 
only  made  a  horizontal  reduction  which  amounted  to  about 
11  per  cent,  but  it  has  also  changed  and  eliminated  a  good 
many  rules  and  working  conditions  which  created  costs  without 
a  consequent  return  in  labor.  There  is  yet  much  to  be  done  In 
the  elimination  of  unnecessary  expense,  due  to  rules  and  working 
conditions.  It  is  a  big  job,  and  experience  has  shown  that  it 
will  take  time  for  the  board  to  dispose  of  all  these  questions 
that  are  now  before  it.  We  have  learned  in  the  recent  threat- 
ened crisis  that  the  board,  in  the  consideration  of  wage  scales, 
if  we  are  to  have  industrial  peace,  cannot  exercise  the  same 
courage  and  independence  of  judgment  that  federal  officers  gen- 
erally exercise.  The  board  knows  that  its  decrees  cannot  be 
enforced,  at  least  under  the  terms  of  the  act  itself.  In  making 
an  order  it  has  to  have  in  mind  the  question  of  whether,  by  its 
order,  it  is  creating  a  condition  so  unacceptable  to  employees 
that  they  will  refuse  to  abide  by  it!  If  the  transportation  act 
compelled  obedience  to  the  orders  of  the  board,  as  the  inter- 
state commerce  law  compels  obedience  to  the  orders  of  the 
Commission,  then  the  board  would  have  no  hesitancy  in  pre- 
scribing wages,  rules  and  working  conditions,  based  entirely 
upon  an  honest  conviction  of  what  the  situation  required. 

'Personally,  I  think  we  have  had  the  cart  before  the  horse 
in  dealing  with  this  wage  question.  I  think  it  is  just  as  im- 
portant, to  educate  the  men  employed  on  the  railroads  to  the 
needs,  in  their  own  interest,  of  reduced  costs,  as  it  has  been 
to  create  among  shippers  the  feeling  which  exists  that  the  rates 
must  be  high  enough  to  insure  a  living  for  the  railroads  if  serv- 
ice is  to  be  had.  A  good  deal  has  been  accomplished,  but  there 
has  been  no  systematic  effort  to  bring  a  clear  understanding  of 
the  economic  situation  to  the  men  who  work  with  their  hands. 
The  leaders  of  labor  have  said  a  good  many  things  that  would 
be  detrimental  to  such  a  campaign,  but  I_  do  believe  in  the 
present  stale  of  the  law.  if  we  are  to  have  industrial  peace,  and. 


938 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  19 


at_the  same  time  a  reduced  wage  scale,  it  must  come  hv  bring- 
ing; OUr  empJOTftffi  tf  ttl0  P"int  "f  innJorntnnding'  fhttt  thoii-  myr 
interest  lies  along  the  ]inps  of  rpdnned  prista; 

"If  we  can  have  a  return  to  substantially  normal  tonnage 
and  increased  production  which  can  be  brought  about  through 
confidence  and  closer  co-operation  between  employer  and  em- 
ployee, the  railroads  on  a  reasonable  rate  structure  may  realize 
the  amount  of  return  the  transportation  act  contemplates." 

Officers  elected  by  the  conference  were  as  follows :  President . 
J.  A.  Brough,  traffic  manager,  Crane  Company;  vice-president, 
R.  C.  Ross,  general  traffic  manager,  Joseph  T.  Ryerson  &  Son; 
secretary,  W.  J.  M.  Lahl,  traffic  manager,  American  Seating  Com- 
pany; treasurer,  J.  A.  Ronan,  traffic  manager,  American  Meat 
Packers'  Association;  directors,  J.  J.  Watt,  manager  freight  de- 
partment, Hibbard,  Spencer,  Bartlett  &  Company,  and  E.  L. 
Dalton,  traffic  manager,  American  Radiator  Company. 

RATES  ON  SAND  AND  GRAVEL 

The  Traffic   World   Washington  Bureau 

The  National  Association  of  Sand  and  Gravel  Producers, 
through  complaints  filed  and  to  be  filed  with  the  Commission, 
has  begun  a  general  attack  on  the  rates  on  sand  and  gravel. 

"The  complaining  shippers  seek,  by  this  complaint,  to  have 
initiated  by  the  Interstate  Commerce  Commission  an  expedited 
investigation  into  and  concerning  the  reasonableness  and  pro- 
priety of  the  present  level  of  freight  rates,  the  basis  thereof,  and 
the  specific  rates  themselves,  applying  on  carload  movements 
of  sand  and  gravel  over  the  lines  of  defendants  from  each  and 
every  shipping  point  of  .said  materials  *  to  each  and 

every  destination  *  *  *,"  it  is  stated  in  the  complaint  filed 
against  the  Pennsylvania  and  other  carriers,  docketed  as  No. 
13231  and  relating  to  rates  in  the  central  states.  The  other 
complaints  relate  to  rates  between  points  in  other  parts  of  the 
country. 

It  is  averred  that  the  present  rates  on  sand  and  gravel  are 
"a  severe  menace  to  the  complaining  shippers  and  .producers  of 
these  materials  in  that  such  rates  are  causing,  and  have  caused, 
a  more  extended  use  of  local  materials,  delivered  from  local  pits 
or  plants  by  truck  or  'produced  on  the  job,' "  and  that  "the 
freight  rates  maintained  during  the  past  year  have  resulted  in 
eliminating  many  important  markets  for  the  railroad  shipping 
plants  and  have  restricted  the  movement  by  rail  from  plants 
equipped  for  efficient  production  of  materials  on  standard  specifi- 
cations and  have  caused  a  lowering  in  the  standards  of  specifica- 
tions for  sand  and  gravel  used  in  highway  and  concrete  work, 
which  is  directly  opposed  to  public  interest." 

It  is  further  charged  that  under  the  present  rates  a  large 
tonnage  of  sand  and  gravel  has  been  diverted  from  the  railroads 
and  replaced  by  materials  transported  by  river  or  highway  con- 
veyance. Complaining  shippers,  it  is  alleged,  are  faced  by  great 
financial  loss,  and,  in  many  cases,  ruin,  if  the  present  rates  are 
continued.  Reference  to  the  unemployment  situation  is  made  in 
connection  with  the  averment  that  the  Commission,  as  "respon- 
sible agent  of  the  federal  government  charged  with  administra- 
tion of  the  transportation  laws,  should  take  prompt  action  to 
reduce  transportation  rates  on  basic  building  materials  to  a 
basis  that  will  enable  resumption  of  construction  work  through- 
out the  country." 

In  addition  to  alleging  that  the  present  rates  are  unjust,  un- 
reasonable, unduly  prejudicial  and  preferential,  it  is  charged  that 
the  rates  are  in  violation  of  section  15-a,  the  rate-making  section 
of  the  interstate  commerce  act,  "in  that  the  said  rates,  instead 
of  producing  the  maximum  revenue  on  said  traffic  which  is  essen- 
tial in  order  that  defendants  may  earn,  in  the  aggregate  and 
individually,  the  rate  of  return  contemplated  by  section  15-a,  are 
now  so  adjusted  that  they  curtail  traffic,  drive  tonnage  away 
from  defendants,  and  the  aggregate  revenues  are  thus  unduly 
and  unnecessarily  diminished." 


Balti- 
more 

Sixty  per  cent  points   252 

Seventy  per  cent  points  304 

One  hundred  per  cent  points  ....  460 
Buffalo     222 


Nfk.  &  Boston  &  Phila- 

Va.  pts.  New  York  delphia 

346                312  272 

346                364  324 

460                 520  480 

316                 282  242 


REDUCTIONS  ON  ORE 

The  Traffic   World   Washington  Bureau 

In  sympathy  with  the  recent  reduction  in  rates  on  iron  ore 
in  Official  Classification  territory,  a  lowering  of  the  rates  on 
imported  ferro  manganese  and  chrome  ore  will  be  made  op- 
erative in  that  part  of  the  country,  on  November  15,  on  fifteen 
days'  notice.  Under  special  premission  No.  55392,  W.  S.  Cur- 
lett,  A.  P.  Gilbert  and  N.  W.  Hawkes,  publishing  agents  for  the 
carriers  in  that  part  of  the  country,  have  filed  tariffs  reducing 
the  rates  approximately  25  per  cent  from  all  Atlantic  ports  to 
Pittsburgh,  Johnstown.  Niagara  frontier  and  related  points  and 
to  all  destinations  in  Central  Freight  Association  territory. 

At  present  the  rates  on  imported  and  domestic  manganese 
and  chrome  ores  are  the  same.  The  rates  to  become  effective 
November  15  will  be  substantially  25  per  cent  lower  on  the 
imported  ores,  none,  however,  to  be  lower  than  the  recently 
established  rates  on  iron  ore. 

The  following  table  shows  typical  :-ates  from  Baltimore, 
Norfolk  and  other  Virginia  points,  Boston  and  New  York  and 
Phildelphia,  in  cents  per  long  ton: 


FUEL  FOR  LAKE  FRONT  FURNACES 

The  Traffic   World   Washington  Bureau 

Asserting  that  the  same  considerations  that  constrained  the 
eastern  district  carriers  to  eliminate  the  Ex  Parte  No.  74  in- 
crease on  iron  ore  call  for  a  revision  of  the  rates  on  coal  and 
coke  to  the  blast  furnaces  in  the  Buffalo  district,  what  are 
known  as  the  lake  front  furnaces  have  begun  a  move  for  a  re- 
vision of  rates  on  the  fuel  they  use.  They  obtain  no  benefit  from 
the  reduction  of  rates  on  ex  lake  ores.  Their  competitors  in  the 
interior,  however,  receive  great  benefits. 

A  conference  at  Buffalo  some  time  this  week  between  the 
furnace  and  railroad  men  in  the  presence  of  the  Commission  or 
a  commissioner  is  the  suggestion  of  the  furnace  men,  transmitted 
to  the  Commission  by  Francis  B.  James,  their  attorney.  He 
added  arguments  consisting,  in  considerable  degree,  of  a  quota- 
tion from  Commissioner  Potter's  concurring  opinion  in  the  West- 
ern grain  rate  case,  and  from  R.  N.  Collyer's  reasoning  in  sup- 
port of  his  application  for  sixth  section  permission  to  reduce 
the  ore  rates,  by  cutting  out  the  advance  made  August  26,  1920. 
Mr.  Potter  said  that  "rates  must  be  gotten  back  to  the  proper  re- 
lation to  other  things"  and  that  "they  must  come  down,  and  what- 
ever is  necessary  to  bring  them  down  must  be  done."  Mr.  Collyer 
said  that  the  iron  and  steel  industry  had  gone  through  a  period 
of  severe  price  reduction,  "comparable,  perhaps,  to  that  of  agri- 
culture." If  the  conference  plan  does  not  produce  results,  it 
probably  will  be  followed  by  a  formal  complaint  to  the  Com- 
mission. 

The  Buffalo  furnace  people  in  their  letter  call  attention  to 
the  fact  that  prior  to  General  Order  No.  28,  in  the  same  cars, 
the  railroads  hauled  coal  from  the  Reynoldsville  district  to 
Buffalo  at  a  rate  of  $1.25  a  net  ton  and  ore  in  the  reverse  direc- 
tion, over  the  same  rails,  at  the  rate  of  62.5  cents  a  net  ton, 
or  70  cents  a  gross  ton;  they  hauled  coal  from  the  Pittsburgh 
district  for  $1.40  and  ore  in  the  reverse  direction  for  81.3  cents. 
They  hauled  coke  from  the  Connellsville  district  to  Buffalo  for 
$2  a  ton  and  ore  in  the  other  direction  for  92  cents. 

Roughly  speaking,  the  Buffalo  furnace  men  pointed  out, 
the  rates  on  ore  were  half  those  on  coal,  the  two  movements, 
of  course,  being  in  opposite  directions,  and,  therefore,  all  in 
favor  of  that  balance  in  traffic  which  a  traffic  manager  tries 
to  obtain  as  the  ideal  condition.  They  object  to  the  break  in 
the  relationship  because  it  has  brought  ore  away  below  coal. 
In  discussing  that  point  they  said: 

Comparing  the  present  rates  on  iron  ore  (the  recently  reduced 
rates)  per  net  ton  with  the  present  per  net  ton  rates  on  coal,  the  ore 
rate  from  Buffalo  to  Du  Bois  and  Punxsutawney  is  26.65  per  cent 
of  the  coal  rate  in  the  reverse  direction,  the  ore  rate  from  Lake  Brie 
ports  to  Pittsburgh  is  39.95  per  cent  of  the  coal  rate  in  the  reverse 
direction  and  the  ore  rate  from  Lake  Erie  ports  to  Connellsville  Dis- 
trict is  43.69  per  cent  of  the  coal  rate  in  the  reverse  direction.  The 
coal  in  the  one  directi9n  and  the  ore  in  the  reverse  diretcion  is 
moved  by  the  same  engines,  same  crews,  in  the  same  cars  and  over 
the  same  tracks.  Both  the  coal  and  ore  is  loaded  in  excess  of  the 
marked  capacity  9f  the  cars.  It  will  thus  be  seen  that'  the  circum- 
stances and  conditions  under  which  coal  and  ore  are  handled  are 
substantially  similar,  and  under  the  circumstances  described  the  cost 
of  transportation  of  the  coal  in  one  direction  and  ore  in  the  reverse 
direction  will  be  substantially  the  same.  Yet  in  the  illustrations  we 
have  given  rates  on  ore  to  Du  Bois  and  Punxsutawney,  Pittsburgh 
and  Connellsville  are  26.65  per  cent,  39.95  per  cent  and  43.69  per  cent, 
respectively,  of  the  rates  on  coal. 

In  this  connection  it  must  be  borne  in  mind  that  the  present 
price  of  ore  at  Lake  Erie  ports  is  substantially  double  the  present 
price  of  coal  at  the  mines. 

It  must  be  assumed  that  the  reduced  rates  which  the  carriers 
have  just  put  in  effect  on  iron  ore  are  compensatory.  If  the>  are 
not,  then  the  carriers  are  making  our  coal  and  coke  stand  the  burden 
that  should  be  borne  by  the  iron  ore.  If,  on  the  other  hand,  these 
iron  ore  rates  are  compensatory  (and  the  presumption  is  that  they 
are),  then  by  comparison  our  present  coal  and  coke  rates  are  ex- 
cessive and  extortionate. 

Arrangements  have  been  made,  provisionally,  for  a  confer- 
ence between  the  traffic  executives  of  the  carriers  and  the  Buffalo 
district  furnace  interests,  at  the  office  of  the  Commission  on 
November  7.  The  Commission  asked  for  the  meeting  at  the 
formal  suggestion  of  the  Buffalo  furnace  people,  with  a  view  to 
having  the  carriers  restore  the  relationship  as  to  rates  on  coal 
and  coke  to  the  lake  front  furnaces,  on  the  one  hand,  and  ore 
rates  to  interior  furnaces  on  the  other. 

In  a  general  way  of  speaking,  the  request  of  the  furnace 
people  was  for  the  carriers  so  to  reduce  rates  on  coal  and  coke 
that  the  costs  of  their  raw  materials,  in  which  coal  and  coke 
constitutes  large  items,  will  be  relatively  the  same  as  the  raw 
material  costs  of  the  interior  furnaces.  Nominally,  only  rates 
to  the  Buffalo  district  are  in  question.  As  a  matter  of  fact  rates 
to  all  lake  ports  are  involved. 

That  a  readjustment  of  rates  on  coal  and  coke  to  the  lake 
ports  would  be  a  major  operation,  so  to  speak,  is  well  known  to 
every  man  who  can  recall  the  Boileau  case  and  its  numerous 
appendices,  and  I.  and  S.  No.  774.  The  adjustment  made  in  the 
last  mentioned  case  is  the  one  that  has  been  placed  in  jeopardy, 
according  to  the  belief  of  practically  all  railroad  traffic  men, 
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by  the  tariff  of  the  Detroit,  Toledo  &  Ironton,  In  which  Henry 
Ford  proposed  to  reduce  rates  from  the  Jackson  field  In  Ohio 
so  as  to  disregard  the  differential  of  40  cents  per  ton  under 
West  Virginia  coal  established  by  the  Commission.  Supporters 
of  the  Ford  proposition  deny  that  the  action  of  the  Ford  road 
would  have  such  widespread  effect,  or  that  it  would  have  any 
bearing  on  the  controversy  between  Ohio  and  West  Virginia 
operators,  of  which  the  Mingo  County  war  has  been  held  to 
be  one  of  the  manifestations,  and  the  Anderson  Injunction  against 
iock-off  system  one  of  its  by-products. 

Tlio  Buffalo  furnace  people  are  not  greatly  interested  in  the 
disagreements  between  the  railroads,  which  at  times  have  in- 
dulged in  rate  wars  using  coal  rates  as  clubs,  and  the  disagree- 
ments between  the  operators,  one  party  of  which,  according  to 
Judge  Anderson  is  engaged  in  a  combination  with  the  union 
coal  miners,  and  one  party  of  operators  which  has  nothing  to 
do  with  the  labor  organizations.  They  are  interested  only  in 
what  the  railroads  themselves  used  to  call  assembling  rates — 
that  is,  the  rates  imposed  on  the  raw  materials  to  the  furnace 
points,  claiming  that  the  failure  of  the  carriers  to  reduce  rates 
on  coal  and  coke  from  the  mines  to  the  lake  front  furnaces  co- 
incidentally  with  reductions  in  the  rates  on  ore  resulted  in  a 
business  discrimination,  if  not  a  rate  discrimination,  against 
them. 

On  account  of  the  position  taken  by  the  Labor  Board  that 
it  cannot  now  take  up  requests  for  wage  reductions,  the  car- 
riers are  expected  to  be  less  amenable  to  suggestions  of  the 
kind  the  lake  front  furnaces  than  if  the  board  had  not  closed  the 
door  to  them.  Another  prospective  difficulty  is  the  ruling  of 
the  Commission,  made  years  ago,  that  the  carriers  had  no  busi- 
ness to  take  into  consideration  the  commercial  or  economic 
necessities  of  the  different  furnace  groups  in  making  their  rates 
on  the  raw  materials  used  in  the  production  of,  pig  iron. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Apprehension  of  consumers  over  the  effects  of  a  possible 
railroad  strike  was  no  doubt  the  chief  cause  of  a  sharp  increase 
of  coal  production  in  the  week  ended  October  22,"  the  Geo- 
logical Survey  said  in  its  current  report  on  coal  production. 

"The  total  output  of  bituminous  coal,  including  lignite  and 
coal  coked  at  the  mine,  is  estimated  at  10,993,000  net  tons,  an 
increase  of  1,302,000  tons  in  a  single  week.  The  rate  of  produc- 
tion attained  under  the  stimulus  of  emergency  demand  was  not 
far  below  normal  for  this  season  of  the  year.  In  the  correspond- 
ing week  of  1917,  for  example,  10,844.000  tons  were  produced; 
In  1918  about  11,170.000  tons,  and  in  1920  over  12,230,000  tons. 

"The  influence  of  the  fear  of  a  stoppage  of  transportation  is 
shown  in  the  record  of  cars  loaded  daily.  Instead  of  decreasing 
after  Monday,  as  normally  happens,  the  daily  loadings  increased 
steadily  up  to  Wednesday,  and  declined  but  little  thereafter: 
Monday,  October  17,  33,826;  Tuesday,  October  18,  35.556; 
Wednesday,  October  19,  35.964;  Thursday,  October  20,  35,459; 
Friday,  October  21,  35,496;  Saturday,  October  22,  28,916. 

"A  further  sharp  increase  is  indicated  by  telegraphic  re- 
ports of  loadings  on  Monday  and  Tuesday  of  the  week  October 
24-29,  which  were  approximately  38,200  and  36,600  cars,  re- 
spectively. The  total  for  the  two  days  shows  an  increase  of 
5,424  cars  over  the  corresponding  days  of  the  week  preceding. 

"Whether  the  increased  rate  of  production  will  be  main- 
tained now  that  the  strike  has  been  averted  remains  to  be  seen. 

"The  all-rail  movement  of  coal  to  New  England  remained 
practically  unchanged  during  the  week  ended  October  22.  Re- 
ports to  the  American  Railway  Association  show  that  2,900  cars 
of  anthracite  and  2,857  cars  of  bituminous  coal  were  forwarded 
over  the  Hudson.  In  comparison  with  the  corresponding  week 
in  1920,  anthracite  shipments  show  a  decrease  of  574  cars  and 
bituminous  shipments  a  decrease  of  2.655  cars. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  continues 
to  decline.  A  total  of  593,359  net  tons  was  dumped  In  the  week 
ended  October  23.  When  compared  with  the  week  preceding, 
this  was  a  decrease  of  93,789,  or  13.3  per  cent.  Of  the  total 
dumpings,  571,902  tons  were  cargo  coal  and  21,457  tons  were 
vesspl  fuel.  In  the  corresponding  week  in  1920  dumpings  totaled 
1,126.742  tons. 

"Detailed  reports  from  the  three  coal  exchanges  at  Hamp- 
ton Roads  show,  a  slight  decrease  in  the  tonnage  dumped  over 
the  piers  at  that  port.  A  total  of  244.394  net  tons  was  dumped 
in  the  week  ended  October  22,  a  decrease  of  12,202  net  tons  when 
compared  with  the  preceding  week. 

"So  dull  Is  the  export  business  that  only  21.498  tons  were 
dumped  for  foreign  cargo.  The  largest  element  in  the  present 
shipments  is  the  coastwise  trade  to  New  England,  which  ab- 
sorbed 149,449  tons." 


HOME    CARS   ON    HOME    ROADS 

The  percentage  of  home  care  on  home  roads  for  class  1 
roads  as  of  October  15  was  66  per  cent,  according  to  a  report 
of  the  car  service  division  of  the  American  Railway  Association. 
The  percentages  by  classes  of  equipment  were  as  follows:  Box, 
54.5;  refrigerator,  58.7;  gondola,  74.7;  stock,  78.3;  and  flat,  80.6. 


PAPER  MEN  HEAR  RAIL  PROBLEMS 

Joseph  H.  I)e  frees,  president  of  the  Chamber  of  Commerce 
of  the  United  States,  and  William  H.  Finley,  president  of  the 
Chicago  and  Northwestern  Railway,  shared  honors  as  speakers  at 
the  closing  session  of  the  business  conference  of  the  American 
Paper  and  Pulp  Association  and  affiliated  organizations,  In 
Chicago,  November  3.  Mr.  Defrees  confined  himself  to  an  explana- 
tion of  present  business  conditions,  touching  on  transportation 
problems  only  Insofar  as  the  solving  of  them  would  hasten  the 
return  to  prosperity.  Mr.  Finley,  In  an  extemporaneous  speech, 
made  a  plea  for  public  support  for  the  railroads  to  help  them  over 
their  present  depression. 

"The  cost  of  transportation  is  one  of  the  chief  elements  in 
the  cost  of  all  of  our  necessities,"  said  Mr.  Defrees.  "Almost  all 
of  the  industries  of  the  country  have  had  in  recent  years  oppor- 
tunity to  make  very  considerable  profits  with  which  to  expand 
their  operations  and  protect  themselves  for  the  future.  During 
the  war  it  was  especially  so  with  many,  but  it  was  certainly  not 
the  case  with  the  railroads.  For  nearly  thirty  years  before  the 
war  their  charges  and  many  of  their  methods  of  operation  were 
regulated  by  the  government,  but. the  act  empowering  this  regula- 
tion contained  no  provision  requiring  the  Interstate  Commerce 
Commission  in  fixing  rates  to  consider  expense  of  operation. 
During  the  war,  they  were  operated  by  the  government  and  there- 
fore for  years  they  have  been  unable  to  devote  sufficient  funds  to 
maintenance  and  rehabilitation  of  their  properties  or  to  expansion 
of  equipment  and  territory  served.  These  and  other  causes,  not 
necessary  to  mention  in  detail,  make  the  condition  of  the  rail- 
roads most  critical  and  difficult  of  treatment. 

"Under  the  provisions  of  the  transportation  act  and  the  action 
of  the  Commission,  freight  and  passenger  rates  have  been  raised 
to  a  point  where  it  is  commonly  agreed  that  they  constitute  one 
of  the  most  substantial  obstacles  in  the  road  to  business  and 
industrial  recovery.  These  rates  are  largely  the  direct  result 
of  increased  payrolls  made  necessary  by  increased  wages  and 
changes  in  working  conditions  and  rules  imposed  by  the  War 
Administration  of  the  railroads  and  also  by  wage  increases 
awarded  by  the  Railroad  Labor  Board  created  under  the  trans- 
portation act.  These  increases  substantially  absorb  the  increases 
in  freight  and  passenger  rates  and,  great  as  these  increases  In 
freight  and  passenger  rates  are,  the  funds  are  not  afforded  to 
make  the  necessary  betterments  of  which  I  have  spoken.  Indeed 
the  rates  of  rail  transportation  are  so  high  that  they  most  defi- 
nitely contribute  to  a  reduction  of  traffic  and  thereby  defeat  the 
very  purpose  of  the  increases  allowed  by  the  Commission. 

"It  should  be  said  in  passing  that  this  has  been  recognized 
by  the  railroads  and  they  have  voluntarily  reduced  the  rates  on 
important  basic  commodities  for  the  purpose  of  assisting  in  their 
movement.  It  seems  to  me,  therefore,  that  it  is  imperative  in 
the  interest  of  the  railroads  as  such,  as  well  as  of  the  business 
of  the  country,  that  there  should  be  an  immediate  and  adequate 
reduction  of  freight  rates  adjusted  to  a  fair  basis  with  reference 
to  the  relative  value  of  commodities  and  with  special  considera- 
tion to  the  rates  upon  raw  materials. 

"To  justify  these  reductions  in  freight  and  passenger  rates 
and  in  the  public  interest  having  due  regard  to  the  financial 
ability  and  necessities  of  the  railroads,  the  wages  of  the  railroad 
workers  must  be  reduced  relatively  with  the  reductions  which 
have  obtained  in  other  lines  of  effort  in  comparison  with  pre-war 
wages.  The  rules  respecting  working  conditions  set  up  during 
the  war  are  now  under  consideration  by  the  Labor  Board.  Such 
as  are  unsound  must  be  abolished.  The  financial  relations  of  the 
government  with  the  railroads  must  be  settled. 

"At  the  time  the  railroads  were  taken  over  by  the  govern- 
ment, the  government  guaranteed  an  annual  return  to  the  rail- 
roads equal  to  the  average  net  earnines  of  the  preceding  three 
years.  The  government  also  told  the  railroads  that  such  additions 
and  betterments  as  it  might  find  necessary  to  make  should  be 
made  by  the  government  at  the  expense  of  the  railroads.  Addi- 
tions and  betterments  to  the  amount  of  $1,141,000,000  were  made 
by  the  government.  These  were  capital  exnenditures.  The 
government  owes  the  roads  hundreds  of  millions  of  dollars  by 
reason  of  the  guaranties.  Congress  Is  delaying  the  appropriations 
necessary  to  meet  these  obligations  because  there  is  a  sentiment 
that  the  government  should  set  off  the  amount  of  these  capital 
expenditures  owing  to  it  against  the  amount  owing  by  it  for  the 
guaranties.  This  is  manifestly  unwise,  and  If  done  will  absorb 
substantially  the  monies  due  to  the  railroads  on  account  of  the 
guaranties. 

"The  railroads  cannot  go  into  the  market  as  things  now  are 
and  sell  securities  in  adequate  amounts  to  make  Improvements 
and  betterments  of  their  facilities  essential  to  economical  and 
efficient  operation  except  by  the  sale  of  securities  at  an  abnormal 
and  unreasonable  sacrifice.  This  would  be  reflected  In  the  ex- 
pense of  their  operation  for  years  to  come.  The  government 
should  accept  the  obligations  of  the  railways  for  these  capital 
expenditures  upon  reasonable  terms  for  extended  periods  and 
pay  to  the  railroads  now  the  amounts  due  thorn  upon  the  guar- 
anties. They  are  In  effect  current  earnings.  The  railroads  could 
then  apply  the  amounts  to  betterments  now  needed. 

"With  rail  transportation  costs  reduced  upon  the  principle 
I  have  stated  and  the  reduction  In  operating  expenses  resulting 
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from  the  steps  I  have  mentioned,  I  believe  a  long  step  in  aid' 
of  revival  of  business  and  industry  of  the  country  and  of  the 
power  of  consumption  of  the  people  will  have  been  taken." 

Mr.  Finley  disagreed  with  Mr.  Defrees  as  to  the  level  rail- 
road rates  being  the  cause  of  the  present  business  depression. 
"It  may  be  one  small  factor,"  he  said,  "but  until  we  have  a 
general  readjustment  of  costs,  retail  prices,  and  a  recasting  of 
the  entire  economic  situation  we  shall  not  have  much  improve- 
ment." 

"The  railroads  have  been  criticized  for  not  voluntarily  reduc- 
ing rates  so  as  to  stimulate  movement.  As  a  matter  of  fact  they 
have  done  so  in  almost  every  instance  where  it  has  seemed 
probably  that  a  growth  of  tonnage  would  result.  It  is  wrong, 
however,  to  suppose  that  the  movement  of  all  commodities  has 
been  decreased  by  the  level  of  freight  rates.  I  will  quote  to  you 
from  a  letter  I  recently  received  from  the  Governor  of  Nebraska: 

If  freight  rates  were  reduced  to  a  prewar  level,  it  would  add 
but  five  cents  a  bushel  to  the  price  that  the  farmer  in  this  state  re- 
ceives for  his  corn.  This,  however,  is  not  sufficient  to  encourage  a 
general  movement  of  this  product. 

Touching  on  the  recent  threatened  rail  strike,  Mr.  Pinley 
said:  "We  are  relieved  that  the  strike  was  called  off.  No  rail- 
road manager  could  enjoy  equanimity  while  that  sword  of  Da- 
mocles was  suspended  over  his  head.  As  regards  the  settlement, 
I  have  only  one  thing  to  say.  In  the  words  of  an  old  popular 
song,  'The  battle  is  over;  Murphy  won.'  You  can  apply  that  any 
way  you  please." 

A  cut  in  rates  must  be  preceded  by  a  reduction  in  operating 
expenses,  and  such  a  reduction  must,  of  course,  come  about 
through  a  cut  in  wages,  Mr.  Pinley  said.  "But  too  many  people 
are  making  the  mistake  of  thinking  that  a  cut  in  wages  is  the 
only  way  left  for  the  railroads  to  reduce  operating  expenses,"  he 
added. 

"For  one  thing,  public  opinion  must  back  the  railroads  in 
their  fight  against  the  present  wave  of  state  legislation  which  is 
pressing  on  the  railroads  added  expenses  which  do  not  improve 
railroad  service  in  any  way.  A  good  example  is  the  car-shed  bill, 
recently  passed  in  Minnesota.  This  requires  the  railroad  to  build 
a  car  shed  with  lights,  a  heating  plant,  locker  facilities,  etc.,  at 
any  point  where  six  car  repairers  are  required  to  work  for  thirty 
days  or  more.  I  wonder,  sometimes,  how  farmer  members  of  a 
state  legislature  can  pass  such  a  bill  when  they  themselves  have 
no  protection  against  the  sun  and  the  weather  as  they  follow 
the  plow. 

"Another  thing  that  bears  hard  on  the  railroads  is  the  rule 
of  the  Commission  which  places  assessments  for  public  improve- 
ments in  the  capital  account,  whereon  interest  charges  must  be 
paid,  although  not  a  single  cent  of  revenue  is  yielded.  This  prac- 
tice will  break  the  backs,  of  the  railroads  some  day  as  sure  as  the 
sun  is  shining  today!  It  will  eventually  be  all  the  railroads  can 
do  to  pay  the  interest  charges  on  capital  accounts,  leaving  nothing 
1'or  dividends  and  improvements. 

"The  practice  of  increasing  the  state  taxes  that  the  railroads 
have  to  pay  is  also  costing  the  carriers  a  great  deal  of  money 
without  making  any  return.  The  state  taxes  of  the  roads  in- 
creased 10.4  per  cent  last  year,  and  the  taxes  of  the  Northwestern 
increased  17.1  per  cent.  We  paid  out  last  year  for  taxes,  state 
and  federal,  $8,273,889,  which  was  72.25  per  cent  of  the,  amount 
paid  out  as  interest  on  our  funded  debt,  and  93.75  per  cent  as 
much  as  our  total  dividend  payments  tor  the  year. 

"Finally,  I  think  that  if  the  roads  could  spend  some  money 
on  needed  improvements,  operating  costs  could  be  materially  de- 
creased. Should  the  government  decide  to  pay  us  the  money 
it  owes  us  as  a  result  of  federal  control,  many  of  these  improve- 
ments could  be  made,  and  this  money,  spent  broadcast,  as  it 
would  be  by  the  railroads,  would  do  a  lot  to  improve  the  general 
situation." 

"It  costs  $2  less  to  ship  a  ton  of  newsprint  paper  from  Ger- 
many to  New  York  City  than  to  ship  a  ton  of  the  same  paper 
from  Niagara  Falls  across  the  state  of  New  York.  America's  paper 
industry  faces  serious  competition  from  foreign  lands  not  alone 
because  of  the  fact  that  foreign  paper  is  made  by  cheap  labor, 
under  depreciated  exchange  conditions,  but  also  of  the  cost  of 
freight  shipments." 

That  statement  was  made  in  a  discussion  of  paper  importa- 
tions, by  R.  S.  Kellogg,  secretary  of  the  News  Print  Service 
Bureau,  before  the  Salesmen's  Association  of  the  Paper  Indus- 
try, at  the  convention  of  that  association  in  Chicago,  November 
1.  He  then  went  on  to  give  figures  showing  comparative  freights 
between  foreign  shipping  points  and  American  points,  as  evi- 
dence of  the  conditions  confronting' the  paper  industry  in  gen- 
eral. 

The  rate  from  Hamburg  to  New  York  and  other  eastern 
ports  was  $4  per  1,000  kilos,  or  $3.64  per  ton  of  2,000  pounds,  and 
$6  per  long  ton,  or  $5.36  per  2,000  pounds  from  Scandinavia,  the 
speaker  said.  He  compared  with  this  the  rate  from  Watertown 
and  Glens  Falls  to  New  York,  which  was  $5.60,  and  from  Niagara 
Falls  $5.70.  he  said,  and  the  Watertown  rate  to  Philadelphia  and 
Baltimore  $6.30.  Typical  rates  from  important  Canadian  ship- 
ping points  to  New  York  were,  according  to  Mr.  Kellogg: 
Espanola,  Ont,  $10.50;  Grand  Mere,  Que.,  $7.60;  Iroquois  Falls, 
Ont,  $9.60;  Jonquere,  Que.,  $8.60;  Ottawa,  Ontario,  $7.60;  Sault 


Ste.  Marie,  Ont.,  $10.50;  Three  Rivers,  Que.,  $7.60.  Maine-New 
York  City  rates  were  not  much  better  than  the  Canadian,  he 
said,  the  Livermore  Falls  rate  being  $6.40  and  the  Millinocket 
rate  $7.70. 

"America,  even  with  the  best,  fastest  and  most  modern 
paper  mills  in  the  world,"  said  Mr.  Kellogg,  "'cannot  success- 
fully compete  with  the  prices  of  European  paper  made  and 
shipped  under  these  conditions.  It  is  the  publishers  who  will 
suffer  in  the  long  run,  for  American  mills  cannot  make  paper  to 
meet  present  European  prices,  and  Europe  cannot  supply  Ameri- 
ca's permanent  needs.  The  normal  result  would  be  wide  stings 
in  prices,  which  are  always  disadvantageous  to  producer  and  pur- 
chaser alike  in  any  commodity  where  price  extremes  are  found." 

"It  is  better  for  the  American  user  of  newsprint  to  have  a 
dependable  source  of  supply  at  home  at  a  price  which  affords  a 
reasonable  profit  to  the  manufacturer  and  thus  encourage  greater 
production  than  to  have  a  temporary  supply  from  abroad  at 
prices  fixed  by  ruinous  unfair  competition,  which  will  vanish 
when  world  conditions  again  approach  normal." 


RAILROAD  FUNDING  BILL 
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If  any  effort  is  made  by  the  senators  composing  the  "agri- 
cultural bloc"  to  tie  up  with  the  railroad  "funding"  bill  amend- 
ments relating  to  restoration  of  state  control  over  intrastate 
rates  or  other  amendments  to  the  transportation  act,  it  will  be 
combatted  by  Senator  Cummins.  The  senator  said  he  did  not 
think  such  an  attempt  would  be  made  and  that  the  plan  was 
to  have  the  funding  bill  considered  separately.  The  senators 
of  the  agricultural  bloc  have  threatened  to  oppose  the  funding 
bill  unless  railroad  legislation  they  favor  is  put  through. 

If  the  bill  authorizing  the  War  Finance  Corporation  to  buy 
railroad  securities  from  the  Railroad  Administration  becomes  a 
law  and  the  government  follows  out  a  general  policy  of  funding 
the  carriers'  indebtedness  to  the  government  for  additions  and 
betterments  made  under  federal  control,  the  estimated  maxi- 
mum amount  the  railroads  will  receive  from  the  government  as 
the  result  of  final  settlements  and  the  funding  will  be  $779,851,- 
593,  according  to  a  statement  by  Director-General  Davis,  incor- 
porated in  a  report  submitted  to  the  Senate  by  Senator  Cum- 
mins on  the  "funding"  bill.  The  report  urged  passage  of  the 
bill  and  explained  its  various  provisions. 

The  statement  by  the  Director-General  showed  that  the  Rail- 
road Administration  estimates  that  final  settlements,  exclusive  of 
funding,  would  take  $279.851,593  as  of  October  1.  It  is  planned 
not  to  fund  more  than  $500,000,000  of  $702,106,625  of  unfunded 
carrier  indebtedness  to  the  government,  the  Director-General 
said.  The  total  amount  of  "definite  railroad  securities"  held  by 
the  Railroad  Administration  was  given  as  $354,056,038,  deduction 
of  $99,662,000  having  been  made  on  account  of  the  equipment 
trust  certificates  sold  recently. 

Senator  Cummins,  discussing  the  bill  as  amended  by  the 
Senate  committee,  said: 

"The  measure  has  been  misnamed  and  misapprehended  both 
in  the  incidental  discussions  which  tave  taken  place  upon  the 
floor  of  the  Senate  and  in  the  newspapers.  It  is  generally  re- 
ferred to  as  the  'funding  hill'  or  "refunding  bill,'  and  it  has  been 
treated  both  in  debate  and  in  the  public  press  as  a  bill  which 
proposed  a  plan  for  funding  or  refunding  certain  of  the  indebt- 
edness which,  during  the  period  of  federal  operation  of  rail- 
roads, was  created  from  the  railroads  to  the  government.  Noth- 
ing could  be  more  erroneous  than  this  idea.  The  bill  has  noth- 
ing whatever  to  do  with  the  authority  to  fund  indebtedness  of 
any  kind  or  character.  It  neither  enlarges  nor  diminishes  the 
authority  of  the  President  in  that  regard.  The  matter  of  fund- 
ing was  completely  covered  in  the  transportation  act,  1920." 

After  quoting  the  law  on  the  funding  question,  he  said: 

"This  is  the  existing  law  upon  the  subject  of  funding  indebt- 
edness due  from  the  carriers  to  the  United  States,  and  neither 
the  Senate  bill  now  upon  the  calendar,  nor  the  bill  which  we  are 
now  reporting,  makes  any  change  whatever  in  the  present  law 
upon  the  subject.  The  sole  purpose  of  this  bill  and  its  only 
possible  effect  is  to  confer  upon  the  President  the  authority  to 
sell  the  securities  which  have  come,  or  may  hereafter  come,  into 
his  hands  in  his  dealings  with  the  railroads,  in  order  that  he 
may  be  able  to  pay  to  the  railroads  whatever  sums  may  be  found 
to  be  due  to  them  upon  the  final  accounting  which,  under  the  trans- 
portation act,  1920,  it  is  his  duty  to  reach  as  speedily  as  possible. 
It  is  obvious  that  the  extent  to  which  he  has  funded,  or  may 
hereafter  fund,  indebtedness  due  from  the  railroads  to  the  gov- 
ernment for  expenditures  made  for  additions  and  betterments 
during  federal  operation,  and  properly  chargeable  to  capital  ac- 
count, will  affect  the  amount  due  and  immediately  payable  to  the 
railroads,  but  with  respect  to  his  discretion  in  funding  or  declin- 
ing to  fund  within  the  limits  of  the  law  any  such  indebtedness, 
this  bill  has  no  application. 

"The  two  questions  which  this  bill  presents  are:  First,  shall 
the  President  be  authorized  to  sell  some  or  all  of  the  securities 
which  he  has  taken  from  the  railroads,  without  loss  to  the  gov- 
ernment and  without  recourse,  in  order  to  pay  admitted  indebt- 
edness to  the  railroads;  and,  second,  whether  the  War  Finance 
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( 'en •|>iiriiiii)ii    -11:111    be   authorized    lu   buy    (rum    the    President   a 
limited   amount  of   these  securities. 

"It  is  difficult  to  conceive  any  reasonable  objection  to  these 
proposals.  Congress  has  already  provided  for  the  system  of  ac- 
iiiiin.t;  iiml  tin1  methods  through  which  the  amounts,  If  any, 
due  from  the  government  to  the  railroads  shall  be  ascertained. 
When  the  amounts  are  thus  ascertained  It  may  be  assumed  they 
ought  to  bi>  paid.  If  they  are  paid  the  money  must  come  either 

i  tlu>  treasury  or  from  money  derived  from  the  disposition 
of  the  securities  in  the  hands  of  the  President.  With  these 
:il'ernatives,  one  of  which  we  must  adopt,  the  propriety  of 
raising  the  money  by  sale  of  the  securities  without  loss  to  the 
government  and  without  recourse  does  not  admit  fair  difference 
of  opinion.  Before  leaving  this  subject  it  may  be  well  to  remark 
that  tlu>  President  already  has  the  authority  to  sell  the  securi- 
ties referred  to  in  paragraph  (c)  of  Section  207,  transportation 
act,  1920,  known  as  'car  trust  certificates,'  this  authority  having 
been  given  to  him  in  an  act  approved  November  19,  1919,  and 
further  to  suggest  that  under  this  authority  the  President  has 
already  disposed  of  such  securities  to  the  amount  of  about  $100,- 
000,000." 

Taking  the  bill  up  in  detail,  the  senator  said  it  was  "intended 
to  give  the  President  the  authority  to  sell  the  securities  to  any 
person  or  corporation  and  relieve  him  from  the  restriction  of  sell- 
ing only  to  the  War  Finance  Corporation.  There  can  be  no  possible 
Rood  accomplished  in  limiting  him  in  making  such  sales  to  a 
single  organization,  and  that  is  especially  true  when  we  con- 
sider that  the  War  Finance  Corporation  is  purely  a  governmental 
body.  He  has  already  sold  $100,000,000  of  the  car  trust  certifi- 
cates under  the  power  heretofore  mentioned  without  any  direct 
purchases  by  the  War  Finance  Corporation,  and  it  may  very  well 
be  that  he  will  find  it  desirable  to  sell  other  securities  in  the 
same  way.  It  will  be  noted  that  this  amendment  specifically  pro- 
\ides  that  the  sales  must  be  made  at  a  price  which  will  save 
the  United  States  from  a  loss  in  the  transaction  and  without 
recourse. " 

Discussing  the  amendment  relating  to  claims  for  "ineffi- 
ciency of  labor,"  Senator  Cummins  said: 

"This  amendment  does  two  things:  It  is  first  a  substitute  for 
that  part  of  the  House  bill  beginning  with  line  ten  and  ending 
with  line  twenty-one  on  page  four.  The  important  differences 
between  the  House  text  and  the  amendment  are  that  the  House 
bill  deals  with  the  use  of  any  fund  or  moneys  available  under 
any  act,  and  declares  that  no  payments  or  allowances  shall  be 
made  from  any  fund  or  moneys  on  account  of  the  so-called  'in- 
efficiency of  labor  during  the  period  of  federal  control.'  The 
amendment  puts  this  prohibition  immediately  upon  the  President 
and  the  Director-General  and  declares  that  in  making  settle- 
ments with  the  carriers  no  allowance  shall  be  made  on  account 
of  the  so-called  'inefficiency  of  labor.'  It  cannot  be  the  intention 
of  Congress  to  attempt  to  deny  to  any  carrier  its  constitutional 
right  of  resorting  to  the  courts  for  such  relief  as  the  laws  of 
the  country  may  afford  them.  We  can  impose  such  restrictions 
as  are  thought  best  upon  the  President  and  the  Director-General 
in  making  settlements,  but  we  ought  to  go  no  further.  It  is 
thought,  also,  that  the  effect  of  the  House  text  would  be  to  for- 
bid the  Director-General  from  making  partial  payments  to  any 
given  railroad  when  the  final  settlement  is  delayed  and  It  is 
plain,  from  the  government  standpoint,  that  something  is  due 
to  it. 

"Second,  the  House  text  provides  that  no  settlement  shall 
be  made  between  the  ''United  States  and  any  carrier  which  does 
not  forever  bar  such  carrier  from  setting  up  any  further  claim, 
rights,  or  demands  of  any  kind  or  character  against  the  United 
States  growing  out  of  or  connected  with  the  possession,  use  or 
operation  of  such  carrier's  property  by  the  United  States  during 
the  period  of  federal  control.'  The  amendment  makes  an  ex- 
ception in  the  following  words:  'Except  a  claim  specified  in 
clauses  (1),  (2)  or  (3)  of  paragraph  (b)  of  section  2  hereof.'  It 
is  believed  that  the  failure  on  the  part  of  the  House  to  make 
these  exceptions  was  due  to  an  oversight.  It  will  be  remembered 
that  the  House  bill  provides  as  follows: 

(b)  Every  claim  of  a  carrier  against  the  United  States  arising 
out  of  or  incident  to  federal  control  shall.  If  not  filed  within  one  year 

r  this  subdivision  takes  effect,  be  thereafter  barred,  and  the 
carrier  shall  be  considered  as  having  waived  the  claim. 

"There  are  certain  claims  which  the  carriers  may  have 
against  the  government  which  cannot  be  presented  within  a 
year,  and  these  claims  have,  according  to  the  uniform  practice 
of  the  Director-General,  been  excepted  from  all  the  final  settle- 
ments which  he  has  hitherto  made  with  the  railroads,  and  there 
have  been  many  of  them.  These  claims  may  be  In  a  general  way 
described  as  claims  arising  in  favor  of  third  persons,  some  of 
which  may  finally  result  in  liens  upon  the  railroad  property." 

A  complete  statement  with  respect  to  the  status  of  the 
financial  relations  of  the  Railroad  Administration  with  the  rail- 
roads has  been  made  by  Director-General  Davis  in  a  letter  to 
Senator  Cummins  In  connection  with  the  "funding"  bill  on 
which  a  favorable  report  to  the  Senate  has  been  made.  The 
letter  follows: 

Replying  to  your  note  of  today,  asking  for  a  summary  as  to  cer- 
tain financial  conditions  of  the  United  States  Railroad  Administration, 


1  am  mrloslnif  you  ntHtcnient  which  I  tract  will  give  you  the  Informa- 
tion you  desire.  Perhaps  a  word  of  explanation  may  aid  In  under- 
standing thin  statement: 

First.  In  testifying  before  the  Interstate  Commerce  Committee 
August  12  and  16,  1921,  at  the  request  of  the  Inbintntc  Commerce 
Committee,  I  tiled  as  an  exhibit,  known  as  "Exhibit  B,"  paces  84,  86 
and  86,  a  list  of  the  definite  obligations  of  the  mrrli-rs  held  by  the 
Railroad  Administration  on  the  1st  of  August,  1921.  These  aggre- 
gated, as  shown  by  that  statement,  $438, 577, 23H. Oft.  Since  that  date 
we  have  taken  additional  •  •<|ui|iiiient  trust  Certificate*,  In  Hosing  some 
transactions  with  Individual  carriers  concerning  the  equipment  trust 
matters,  aggregating  $11,590,800.  Since  the  Ixt  of  August,  In  the  set- 
tlements we  have  made,  we  have  funded  additions  nml  betterments  In- 
dabtedMM  aggregating  $3,550,000.  This  total  amount  of  $15,140.800 
should  be  added  to  the  statement  made  on  Augu.-t  1,  above  ref°  • 
to,  and  makes  the  aggregate  of  definite  obligations  held  by  the  Rail- 
road Administration  $453.718.038.08. 

During  the  month  of  September  the  Railroad  Administration  sold 
to  the  Investing  public  equipment  trust  certificates  aggregating  $99,- 
662,000.  These  equipment  trust  certificates  were  all  sold  at  par  and 
accrued  Interest  and  without  a  penny  of  expense  to  the  Railroad  Ad- 
ministration in  consummating  the  sales.  This,  therefore,  leave*  on 
hand,  as  of  October  1,  1921,  securities  In  the  aggregate  of  $354,056.- 
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Second.  Claims  settled  up  to  October  1,  1921:  Up  to  October  1, 
1921,  the  Railroad  Administration  had  settled  claims  of  the  carrierx 
made  on  final  settlements  aggregating;  $387,017,099.12.  The  total 
amount  of  cash  paid  In  such  settlements  wag  $117,715,840.43.  The  per- 
centage of  cash  paid  to  amount  claimed  la  30.416  per  cent.  The  ag- 
gregate amount  of  mileage  of  roads  with  which  settlements  have 
been  made  is  90,944. 

Third.  Additions  and  betterments:  During  the  26  months  of  Fed- 
eral control  the  Railroad  Administration  advanced  to  the  carriers  for 
additions  and  betterments  a  total  of  $1.144.681,582.39.  Of  this  amount 
$381,649,957.12  was  represented  by  the  purchase  of  2.000  en- 
gines and  100,000  freight  ears,  which  were  allocated  to  the  vari- 
ous railroads,  and  are  represented  by  equipment  trust  certificates. 
This  left  the  net  amount  of  additions  and  betterments,  exclud- 
ing the  equipment,  trust  certificates.  $763.031.625.27.  From  this  should 
be  deducted  additions  and  betterments  funded  In  settlements  or  paid 
in  cash  by  the  carriers,  aggregating  $60.925,000.  Therefore,  on  Octo- 
ber 1,  1921,  the  balance  due  from  the  carriers  to  the  government  on 
account  of  additions  and  betterments  properly  chargeable  to  capital 
account  was  $702,106,625.27.  Of  this  amount  not  to  exceed  $500,000.- 
000  would  be  funded  under  the  discretion  lodged  with  the  President  by 
the  transportation  act. 

Fourth.  As  you  will  appreciate,  it  is  somewhat  difficult  to  esti- 
mate the  amounts  to  be  paid  carriers  in  final  settlement.  In  testify- 
ing before  the  Interstate  Commerce  Committee  on  August  9,  10  and 
11,  I  stated  that  the  Railroad  Administration  then  had  cash  available 
aggregating  $149,000,000,  and  that  it  would  require  $200,000,000  in  addi- 
tion to  complete  the  settlements,  excluding  any  general  funding  of 
additions  and  betterments.  Since  that  date  we  have  paid  out  in 
final  settlements,  up  to  October  1,  about  $70,000.000,  so  that  my  esti- 
mate is  that  it  will  require  to  complete  the  payment  of  the  obliga- 
tions of  the  Railroad  Administration  something  In  excess  of  $279.000,- 
000,  to  which  must  be  added  whatever  amount  of  the  additions  and 
betterments  debt  is  funded. 

In  comparing  the  statement  submitted  with  any  statements  here- 
tofore made,  it  must  always  be  borne  in  m<nd  that  our  balances  are 
changing  from  day  to  day,  and  If  the  amounts  stated  in  my  testi- 
mony before  the  Interstate  Commerce  Committee  are  compared  with 
this  statement,  and  any  difference  is  found  in  the  aggregate  amount,  It 
is  due  to  the  difference  in  the  time  the  statements  were  made. 

The  detailed  statement  referred  to  by  Mr.  Davis  follows: 

Statement   Furn'shed    by   Director-General   of   Railroads    Showing 

Definite   Securities   Taken   and    Held. 
Definite   securities   on   hand    August   1,    1921,    shown    on 
page  86,  Committee  on  Interstate  Commerce,  S.  2337. 

part   2 $    438,577,238.08 

Additional  securities  taken  up  to  and  including  October 
1,  1921: 

Equipment  trust  certificates   $11.590.800 

Other    securities    3,550,000 

15,140,800.00 


Total     $    453,718,038.08 

I, ess  securities  sold  up  to  and  Including  October  1,  1921: 

Equipment  trust   certificates    99.662.000.00 


Definite  securities  on  hand  October  1.  1921 $  354,056,038.08 

Claims  Settled  to  October  1,  1921 

Total  claims  of  carriers  settled   $  387.017.099.12 

Amount  paid  in  settlements   117,715,840.43 

Percentage   paid   in    settlements    30.416 

Mileage  of  roads   settled    90,944 

Additions  and  Betterments 

Gross  advances  for  additions  and  betterments $1,144,681,582.39 

Less  equipment  trust   (engines  and  cars) 381.649,957.12 


Net  additions  and  betterments,  advances  not  includ- 
ing   equipment    trust $    763.0S1.625.27 

Less  additions  and  betterments  funded   60.925,000.00 


Balance    $    702.106.C25.27 

Amount  to  be  funded  not  to  exceed 6^0.000.000.00 

Estimated  Amounts  to  be  Paid  Carriers  October  1,  1921 

Final   settlements,   exclusive   of   funding $    279.851.593.55 

Amount  to  be  paid  by  funding  not  to  exceed 500.000.000.00 


Total      $    779,851,593.55 


TRANSCONTINENTAL  DISPOSITIONS 
The  first  docket  dispositions  of  the  Transcontinental  Freieht 
Bureau  are  in  the  Daily  Traffic  World  and  in  the  weekly  Traffic 
Bulletin,  this  week.  The  list  comprises  affirmative  action  taken 
by  the  transcontinental  executives  at  a  meeting.  In  Chicago,  Oc- 
tober 10  to  27.  A  list  of  proposals  that  have  been  disallowed 
will  also  be  complied  by  the  bureau's  clerical  force.  These  trans- 
continental disposition  notices  are  to  be  Issued  after  the  meet- 
ings of  the  executive  committee  every  three  or  four  months. 
The  Western  Trunk  Line  Committee  and  the  Southern  Freight 
Rate  Committee  are  also  issuing  disposition  notices  regularly. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St   Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 


(Supreme  Court  of  Alabama.)  Public  service  commission, 
which  has  succeded  to  the  powers  and  duties  of  what  was  the 
rai'road  commission,  exercises  a  limited  statutory  jurisdiction, 
and  a  court  of  equity  may  enjoin  the  enforcement  of  its  orders 
when  in  excess  of  jurisdiction,  unreasonable,  or  unjust. — Ala- 
bama Public  Service  Commission  et  al.  vs.  Louisville  &  N.  R. 
Co.,  89  So.  Kept.,  p.  524. 

The  common-law  rule  that  a  quasi  public  corporation  may 
not,  in  the  absence  of  statutory  warrant,  make  any  contract 
by  which  its  power  to  perform  its  puMic  functions  will  be  im- 
paired, never  did  prevent  the  ali'-natirn  of  such  property  as 
w?s  not  authorized  to  determine  whether  or  not  an  a'ionation 
of  such  property  was  i-ons-'stent  with  the  interest  of  the  public, 
under  pets  1915.  p.  268.— Ibid. 

Where  telegraph  company  by  decree  was  required  to  re- 
move its  polos,  etc.,  from  a  railroad  right-of-way,  and  sub^e- 
qiiently  sold  the  poles,  etc.,  to  the  rpilroad.  which  used  them 
on'v  in  thp  operation  of  its  rai^ofd.  held  that  the  sale  to  the 
railroad  did  not  reoinre  the  annroval  of  the  Public  Service  Oom- 
mipp'on  unr"er  Acts  1915.  p.  2fi8.  in  view  of  CO^P  1907,  par.  38R7, 
whi^h  amounts  to  a  declaration  of  public  policy  by  the  legis- 
lature that  a  tpippranh  company  should  no  longer  be  allowed 
to  maintain  ifs  telegraph  lines  ovpr  and  upon  a  railropd  n>ht- 
of  WPV.  the  pale  beiiifr  thp  Ipgitimatp  result  of  the  decree. — Th'd. 

Courts  cpnrot  onr'r'omn  leF'^^'on  ^e^'arato^v  of  public 
policy,  such  as  Code  1917.  par.  3867,  which  in  effect  rWlares 
that  the  best  interpst  of  the  public  renuiros  that  a  tplegranh 
com^pnv  sh^'l  nn  lotippr  he  allowed  to  maintain  its  lines  upon 
a  railroad  r'srM-of-way. — Tbid. 
Railroad  Purehar'nn  Te'eqraph  Line  Not  Required  to  Convey* 

Comr-ereial  Mepsanfs: 

A  railroad  which  has  legacy,  wi*hout  the  annroval  of  the 
puMic  service  commission,  under  Acts  1915,  p.  268  purchased 
telegraph  lines  upon  its  right-of-way,  cannot  be  required  by  the 
publ'c  service  commission  to  transmit  commercial  messages  to 
towns  affected  by  the  s<Ue,  under  Code  1907,  pars.  5632-5725,  and 
Acts  1919,  p.  1038.— Ibid. 
Order  to  Carriers  as  to  Joint  Rates  Held  Not  Too  Uncertain  to 

be   Enforceable: 

(District  Court,  N.  I)..  Georgia.  N.  D.)  An  order  by  the 
state  public  utility  commission  to  express  companies  to  receive 
for  each  other  for  transportation  within  the  state  at  all  terminal 
or  intermediate  points  of  physical  contact,  or  connection  of 
routes  over  railroad  1'nes  over  which  thpy  have  respectively 
established  routes  and  to  charge  joint  rates  is  not  too  uncertain 
to  be  enforced— American  R.  Express  Co.  vs.  Railroad  Commis- 
sion of  Georgia  et  al.,  274  Fed.  Rept.,  p.  649. 
Failure  of  Notice  to  Carrier  by  Public  Utility  Commission  of 

Making  Joint  Rate  Makes  Rate  Invalid: 

Where  an  express  company  filed  a  schedule  containing  joint 
rates  with  another,  and  the  public  utility  commission  changed 
provisions  of  the  schedule  as  to  joint  rates,  making  them  more 
extensive,  in  the  absence  of  30  days'  notice  to  carriers,  as  pro- 
vided by  Code  1910,  par.  2630,  the  joint  rates  are  invalid.— Ibid. 
Public  Utility  Commission  Has  No  Power  to  Institute  Joint 

Where  an  express  company  filed  a  schedule  of  joint  rates 
with  another  express  company,  a  public  utility  commission  may 
not.  by  striking  out  clauses  of  the  schedule  without  notice  or 
hearing,  extend  these  joint  rates,  since  to  do  so  would  amount 
to  an  institution  of  rates,  while  the  utility  commission  is  limited 
to  a  making  of  rates. — Ibid. 
When  a  Public  Utility  Commission  Makes  Joint  Rates  h 

Make  Division  Between  the  Carriers: 

When  a  public  utility  commission  makes  joint  rates,  it  must 
make  division   between   the  carriers,  and   give   the   carriers   an 
opportunity  to  be  heard  and  contest  the  division,  before  requir- 
ing the  service  to  be  given. — Ibid. 
Public  Utility  Commission,  in  Making  Rates,  Is  Limited  to  Just 

and  Reasonable  Rates: 

In  making  joint  rates  between  express  companies,  a  public 
utility  commission  may  not  require  one  express  company  to 
make  short  hauls  for  a  pro  rata  share  of  the  joint  rate,  since 
to  do  so  would  be  to  require  the  carrier  making  the  short  haul 
to  render  service  for  an  unjust  and  unreasonable  rate. — Ibid. 
Carrier  Liable  for  Damages  for  Unreasonable  Detention  of  Ship- 
per's Tank  Cars: 

(District  Court,  S.  D.,  New  York.)  In  the  absence  of  a 
contrary  regulation  under  the  interstate  commerce  act,  a  carrier 
is  liable  to  a  shipper  for  the  unreasonable  detention  and  use  of 
the  shipper's  tank  cars  for  the  carrier's  own  purposes,  contrary 


to  the  instructions  of  the  shipper. — J.  C.  Francesconi  &  Co.  vs. 
Baltimore  &  O.  R.  Co.,  274  Fed.  Rept,  p.  687. 

A  carrier's  tariff  rule  on  file  with  the  Interstate  Commerce 
Commission,  which  required  the  carrier  to  pay  the  shipper  three- 
fourths  of  a  cent  a  mile  for  the  use  of  the  shipper's  cars,  which 
rate  was  admittedly  less  than  the  va'ue  of  such  use,  does  not 
authorize  the  carrier  to  retain  possession  of  such  cars  indefi- 
nitely, on  payment  of  that  rate  contrary  to  the  shipper's  orders, 
especially  in  view  of  the  second  section  of  the  rule,  which  ap- 
plies to  the  same  transaction  and  manifests  the  contrary  inten- 
tion.—Ibid. 

The  provisions  of  the  tariff  rules  of  a  carrier,  charging  the 
owner  of  a  tank  car  with  the  excess  of  empty  mileage,  over  the 
loaded  mileage,  for  which  the  carrier  was  to  pay  the  shipper 
a  stated  allowance  for  the  use  of  the  car,  did  not  intend  to 
charge  the  shipper  with  the  empty  mileage  traveled  under  the 
carrier's  directions  contrary  to  the  shipper  instructions  and 
therefore  indicates  that  the  provision  for  mileage  paid  to  the 
shipper  was  not  intended  to  authorize  the  carrier  to  retain  pos- 
session of  the  car  indefinitely  on  payment  only  of  such  mileage. 
—Ibid. 

The  regulation  of  a  carrier,  in  its  tariffs  on  file  with  the 
Interstate  Commerce  Commission,  that  it  shall  not  be  liable  to 
a  shipper  owning  its  own  cars  for  delay  or  diversion,  except 
as  authorized  in  filed  tariffs,  does  not  give  the  carrier  the  right 
purposely  to  detain  the  cars  contrary  to  their  owner's  orders 
for  the  carrier's  own  purposes. — Ibid. 

Though  "practice"  of  the  carriers,  within  interstate  com- 
merce act,  par.  1  (Comp.  St.,  par.  8653),  covers  a  large  field,  such 
practice  is  not  established  by  occasional,  or  even  common, 
assertions  of  right,  but  its  essence  is  uniformity,  so  that  the 
general  refusal  of  a  carrier  to  pay  for  the  use  of  privately  owned 
cars  detained  by  it  for  service  other  than  the  owner's  does  not 
establish  such  practice,  where  it  had  occasionally  paid  for  such 
use. — Ibid. 

Even  though  all  questions  as  to  rates  of  an  interstate  char- 
acter must  be  presented  to  the  Commission  in  the  first  instance, 
before  recourse  is  had  to  the  courts,  the  courts  can  determine 
whether  the  tariff  rules  of  the  carrier  on  file  apply  to  the  situa- 
tion in  controversy,  though  such  determination  involves  a 
construction  of  the  rule. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St   Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 

Bill  of  Lading  Provision,  Limiting  Liability  for  Loss  in  Transit, 
Contrary  to  Federal  Commerce  Act,  as  to  Shipment  In- 
tended for  Export  to  Non-adjacent  Foreign  Country: 
(Court  of  Appeals  of  Maryland.)  The  intention  as  to  des- 
tination with  which  goods  are  delivered  and  accepted  for  con- 
veyance by  a  carrier  being  the  determining  factor  in  deciding 
whether  a  consignment  should  be  classified  as  foreign  or  inter- 
state commerce,  where  a  bill  of  lading  described  a  consignment 
of  grain  as  being  for  export,  and,  from  an  agreed  statement  of 
facts,  it  appeared  that  each  carload,  at  the  time  it  was  shipped 
and  at  the  time  it  was  destroyed  in  transit,  was  intended  for 
transportation  by  railroad  to  Baltimore,  where  it  was  to  be  un- 
loaded into  the  carrier's  elevators  and  thereafter  loaded  into  a 
vessel  for  transportation  to  a  point  in  Europe,  the  shipments 
were  in  the  course  of  transportation  to  a  non-adjacent  foreign 
country  at  the  time  of  their  destruction,  so  that  a  stipulation 
in  the  bi'ls  of  lading,  limiting  the  carrier's  liability  to  the  value 
of  the  grain  at  the  time  and  place  of  shipment,  was  not  contrary 
to  the  provision  of  the  federal  act  to  regulate  commerce  and 
its  amendments  (Comp.  St.,  par.  8604a),  prohibiting  stipulations 
against  recovery  of  less  than  the  full  amount  of  the  actual  loss 
or  damage  to  property  in  transit  from  one  state  to  another,  or 
for  export  to  an  a'djacent  foreign  country,  nor  did  the  purchase 
of  such  bills  of  lading  by  plaintiffs  while  the  grain  was  in  transit, 
though  it  affected  the  title  thereto,  make  any  change  in  its 
movement  or  destination  or  in  any  of  its  commercial  character- 
istics.—Fahey  et  al.  vs.  Baltimore  &  O.  R.  Co.,  114  Atlantic  Rept., 
p.  905. 

Carrier  Not  Estopped  from  Relying  on  Bill  of  Lading  Limiting 
Llabi'ity  for  Loss  or  Damaoe  in  Transit,  Because  of  Loss 
Resulting  from  Delay  in  Delivery: 

A  railroad  company  is  not  estopped  from  relying  on  a  pro- 
vision of  a  bill  of  lading  that  the  "amount  of  any  loss  or  damage 
for  which  any  carrier  is  liable  shall  be  computed  on  the  basis 
of  the  value  of  the  property  at  the  place  and  time  of  shipment," 
because  the  consignees  were  not  given  notice  of  a  loss  in  transit 
until  long  after  the  shipment  was  due  to  arrive,  though  the 
replacement  value  of  the  goods  was  higher  when  notice  of  loss 
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was  finally  received,  a  loss  resulting  from  delay  in  delivery 
being  within  the  class  of  losses  to  which  such  provision  refers. — 
Ibid. 

CARRIAGE   OF    LIVE   STOCK 
Negligence  of  Carrier  Not  Shown: 

(Supremo  Court  of  Alabama.)  In  an  action  for  Injuries  to 
animals  alleged  to  have  been  received  between  certain  points 
on  defendant  carrier's  line,  testimony  that  the  animals  looked 
like  they  had  been  knocked  down  in  the  car  "by  a  heavy  Jerk 
or  something"  was  too  vague  to  be  of  value,  and  was  obviously 
the  mere  conjecture  of  the  witness,  and  was  Insufficient  to 
show  negligence  of  the  carrier. — Atlantic  Coast  Line  R.  Co.  vs. 
J.  S.  Carroll  Mercantile  Co.,  89  So.  Kept.,  p.  509. 

The   courts   judicially    know   that    freight   trains   cannot   be 
operated  without  frequent  Jerks  and  jars,  and  proof  thereof  is 
not  alone  sufficient  to  establish  negligence  as  to  animals  shipped. 
-Ibid. 

The  disposition  of  mules  to  kick  is  too  well  known  to  be 
ignored  by  courts. — Ibid. 

Having  regard  to  the  inherent  nature  and  propensity  of 
mules,  the  mere  fact  that  several  individuals  of  a  carload  got 
down  in  the  car  and  suffered  injuries  does  not  authorize  a 
finding  of  negligence  en  the  part  of  the  carrier,  the  rule  of  res 
ipsa  loquitur  not  applying. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Carrier  Liable  for   Negligent  Stowage: 

(Circuit  Court  of  Appeals,  Ninth  Circuit.)  In  view  of  Comp. 
St.,  pars.  8029,  8030,  stipulation  in  bill  of  lading  reading,  "Leak- 
age of  contents  at  owner's  risk,"  does  not  absolve  the  carrier 
from  liability  aris'ng  from  negligence  or  want  of  the  exercise 
of  due  diligence  in  properly  stowing  cargo. — Toyo  Kisen  Kaisha 
et  al.  vs.  Willits  et  al.,  274  Fed.  Kept.,  p.  5509. 

In  action  for  damages  sustained  through  partial  loss  by 
leakage  from  containers  of  cargo  consisting  of  cocoanut  oil 
shipped  from  Manila  to  San  Francisco  during  the  month  of  July, 
evidence  held  to  establish  neglig<nce  in  stowage,  in  that  the 
tank  in  which  the  cocoanut  oil  had  been  placed  was  not  a  suit- 
able or  proper  place  in  which  to  stow  the  oil  for  carnage  during 
such  season  of  the  year,  was  wholly  without  ventilation,  and 
that,  by  reason  of  its  proximity  to  the  engine  room  and  emer-- 
gency  escapes  extending  through  it,  the  heat  in  the  tank  was 
rendered  excessive,  which  affected  the  oil  and  caused  the  leak- 
age.— Ibid. 

(District  Court,  W.  D.,  Washington.  N.  D.)  In  the  stowage 
of  cargo  the  carrier  is  required  to  take  into  consideration  the 
nature  of  the  cargo  and  the  causes  which  may  effect  its  injury, 
including  the  season  of  the  year  where  it  is  of  a  nature  to  be 
affected  by  temperature. — The  Tambe  Maru,  274  Fed.  Kept.,  p. 
696. 

Damage  to  a  shipment  of  eggs  from  Shanghai  to  Seattle 
held,  on  the  evidence,  to  have  been  caused  by  their  improper 
stowage  in  a  lower  afterhold,  around  and  over  the  shaft  tunner, 
where  the  eggs  were  subjected  to  excessive  heat  and  vibration, 
and  were  without  proper  venti'ation. — Ibid. 

Where  the  damages  recovered  for  loss  and  injury  to  cargo 
is  measured  by  the  market  value  at  the  port  of  shipment,  libel- 
ant  is  also  entitled  to  recover  the  freight  paid. — Ibid. 
Owner,  Invoking  Protection  of  Harter  Act,  Has  Burden  of  Proof: 

(District  Court,  D.,  Maryland.)  Where  a  steamship  stranded 
through  fault  or  negligence  in  navigation,  to  entitle  the  owner 
to  the  protection  of  Harter  act,  par.  3  (Comp.  St.,  par.  8031), 
it  must  be  affirmatively  shown  that  due  care  was  exercised  in 
the  selection  of  the  navigation  officers  and  engine  room  force. — 
The  Fort  Morgan,  274  Fed.  Kept.,  p.  734. 
Breakdown  Clause  Held  Not  to  Exempt  Ship  from  Liability  to 

Charterer  for  Damages  to  Cargo  from  Negligent  Stranding: 

The  breakdown  clause  in  a  charter  party  held  not  to  exempt 
the  ship  from  fu'l  liability  for  damage  to  cargo  owned  by  the 
charterer,   resulting   from   her   stranding   through   fault   or  neg- 
ligence  in   her  navigaticn. — Ibid. 
Ship  Held  Liable  for  Late  Arrival  to  Load  Bananas: 

A  ship  held  liable  to  the  charterer  for  damage  resulting 
from  her  late  arrival  at  a  wharf  for  loai'ing  bananas,  due  to 
delay  caused  by  her  negligent  stranding,  where  ft  WPS  shown 
that  in  accordance  with  th'e  custom  of  th"  trade  the  bananas  had 
been  cut  and  were  ready  for  loading. — Ibid. 


SHIPPING    BOARD    TREASURER    RESIGNS 
R.  W.  Boiling,  treasurer  of  the  Shipping  Board,  who  resigned 
effective  October  31,  has  left  the  service  of  the  board.    He  had 
been  with  the  board  for  four  years. 


UNIFORM   SHIPPING   DOCUMENTS 

'1  ht   Traffic   WorlA   Waittioi/lon  bureau    \/ 

Conferences  were  begun  this  week  at  the  offices  of  the 
United  States  Shipping  Boaid  with  a  view  to  getting  the  support 
of  i  lie  board  In  li.nu  the  "Hague  Rules,  1921,"  which  were  adopted 
by  the  International  Law  Association  September  3,  and  which 
are  a  proposed  code  for  obtaining  uniformity  in  laws  governing 
ocean  carriers.  Acceptance  of  the  code  by  the  various  nations 
is  regarded  as  the  first  step  that  must  be  taken  before  it  will 
be  possible  to  have  uniform  shipping  documents. 

Charles  S.  Haight,  chairman  of  the  bill  of  lading  commit- 
tee of  the  International  Chamber  of  Commerce;  J.  Parker  Kirlin, 
general  counsel  of  the  American  Steamship  Owners'  Associa- 
tion; Russell  H.  Lolnes,  of  the  American  Protective  and  in- 
demnity Association,  and  Norman  G.  Beecher,  admiralty  counsel 
for  the  Shipping  Board,  attended  the  conferences.  Cargo  under- 
writers and  shippers  will  attend  conferences  to  be  held  later. 

The  Hague  Ruies,  which  define  the  risks  to  be  assumed  by 
sea  carriers  under  a  bill  of  lading,  follow: 

In  these  Rules:  (a) — "Carrier"  includes  the  owner  or  the  charterer, 
who  ttnUroinu)  a  conuact  91  carriage  with  a  shipper.  (!>)—  Cunt, act 
ol  cuir.ugc"  meuns  a  bnl  of  iauiug  or  any  similar  uocument  of  title  in 
so  far  as  such  document  relates  to  tne  carriage  of  go. da  by  sea.  (c) — 

'Goods'  mcluuts  BOGUS,  waits,  nierchand.se  and  articles  of  every 
k.na  whatsoever  except  live  animals  and  caigo  carried  on  ueck.  (u) — 

'snip  ineluo.es  any  vessel  used  lor  the  ca.  riage  of  goods  by  sea. 
(e) —  'Carriage  of  go^ds"  covers  the  period  from  the  time  when  the 
goods  are  lecUved  on  the  sh.p's  tackle  to  the  time  when  they  are 
unloaded  from  the  ship's  tackle. 

ARTICLE  II.— RISKS. 

Subject  to  the  provisions  of  Article  V,  under  every  contract  of 
carriage  of  goods  by  sea  the  canier,  in  regard  to  the  handling,  loading, 
stowage,  carriage,  custody,  care  and  unloading  of  such  goods,  shall  be 
subject  to  the  lesponsibilities  and  liabilities,  and  entitled  to  the  rights 
and  immun.tics,  heremalttr  stt  forth. 

ARTICLE  111.— RESPONSIBILITIES  AND  LIABILITIES. 

1.  The  carrier  shall  be  bound  before  and  at  the  beginning  of  the 
voyage  to  exercise  one  d.ligence  to,  (a) — make  the  snip  seaworthy. 
("> — i'ropeily  man,  equip  and  supp.y  the  snip,  (c) — .nake  the  holds, 
retrigeiaung  and  cool  chambers,  and  all  other  parts  of  the  ship  in 
which  goous  aie  cained,  lit  and  safe  for  their  reception,  carriage  and 
preservat.on. 

!i.  'iiie  carrier  shall  be  bound  to  provide  for  the  proper  and  careful 
handling,  loauing,  stowage,  caniage.  custody,  care  and  unloading  of 
the  goous  carried. 

3.  After   receiving  the  goods  into  his  charge   the  carrier,  or  the 
master  or   agent  of   the   carrier,   shall  on   the   demand  of  the   shipper 
issue  a  bill  of  lading  showing,  amongst  other  things:     (a/ — The  Icad.ng 
marks  necessaiy   lor  identuicution  01   the  goous  as  the  same  are   fur- 
nished  in    writing   by   the   shipper   before   the   loading  staits.    provided 
such  marks  are  stamped  or  otherwise  shown  cleurly  upon  the  goods  if 
uncovered,  or  on  the  casts  or  coverings  in  wh.ch  such  goods  are  con- 
ta,neu,   m  such  a  manner  as  Will  remain  leg.b.e   until   the  end  of  the 
voyage,      (b) — The  number  of  packages  or  pieces,  or  the  quantity,   or 
weignt,   as  the  case  may  be,   as   furnished   in   writing  by   the  shipper 
before  the  loading  starts,     (c)— The  apparent  order  and   condition  of 
the  goods. 

Prov.ded,  that  no  carrier,  master  or  agent  of  the  carrier  shall  be 
bound  to  issue  a  bill  of  lading  showing  description,  marks,  number, 
quantity,  or  weight  which  he  has  reasonable  ground  for  suspecting  do 
not  accuiotely  represent  the  goods  actually  received. 

4.  Such   a   bill   of   lading   issued   in   respect   of  goods,   other   than 
goods   curr.ed   in   bulk   and   whole   cargoes   of   timber,   shall    be   prima 
facie  evidence  of   the   rece.pt   by    the  canier  i.f   the   goods  as   therein 
described  in  accordance  With  sections  3  (a),  (b)  and   (c). 

Upon  any  claim  against  the  carrier  in  the  case  of  goods  carried  In 
bulk  01  whole  caigoes  of  timber  the  Claimant  shall  be  bound  not- 
withstanding the  bill  of  lading,  to  prove  the  number  quantity  or 
weight  actually  delivered  to  the  carrier. 

5.  The  shipper  shy  II  be  deemed  to  have  guaranteed  to  the  carrier 
the  accuracy  of  the  description,  maiks,  number,  quantity  and  we  ght 
as   furnished    by    him,    and    the    shipper    shall    indemnify    the   cairier 
against  all  loss,  damage  and  expenses  arising  or  resulting  from  inac- 
curacies in  such  particulars. 

6.  Unless  written   notice  of  a  claim   for  loss  or  damage  and   the 
general  nature  of  such  claim  be  given  in  writing  to  the  carrier  or  his 
agent  at  the  port  of  dischaige  before  the  removal  of  the  g  ods    such 
removal  shall   be  prima  facie  evidence  of  the  de-livery   by   the  carrier 
of  the  goous  as  described   in  the  hill  of  lading,  and   in  any  event  the 
carrier  and  the  ship  shall  be  discharged  from  all  liability  in  respect  of 
loss   01    damage    unless   suit    is   brought   within    12    months   after   the 
delivery  of  the  gocds. 

7.  After  the  goods  are  loaded   the  bill  of  lading  to  be   Issued   by 
the  carrier,  master  or  agent  of  the  carrier  to  the  shipper  shall    If  the 
shipper  so  demands,   be  a   "shipped"   bill   of  lading,   piovided   that  no 
"received  for  shipment"  bill  of  lading  or  other  document  of  title  shall 
nave  been  previously  issued  In  respect  of  the  goods 

„  In-  fxf.han?S  *°r,«nd  upon  surrender  of  a  "received  for  shipment- 
bill  of  lading  the  shipper  shnll  be  entitled  when  the  goods  have  been 
loaded  to  receive  a  "shipped"  bill  of  lading. 

A  "received  for  shipment"  hill  of  lading  which  has  subsequently 
been  noted  by  the  carrier,  master  or  agent  with  the  name  or  names  of 
the  ship  or  ships  upon  which  the  goods  have  been  shipped  and  the 
date  or  dates  of  shipment,  shall  for  the  purpose  of  these  Rules  be 
deemed  to  constitute  a  "shipped"  bill  of  lading. 

8.  Any   clause,  covenant  or  agreement   in  a   contract  of  carriage 
relieving  the  carrier  or  the  ship  from  llahl'lty  for  loss  or  damage  to  or 
in  connection   with   goods  arising   from   negligence,   fault  or  failure   in 
the  duties  and   obligations   provided   in   this  article  or   lessening  such 
liability  otherwise  than  as  provided  in   these  lules,  shall  be  null  and 
void,  and  of  no  effect. 

ARTICLE    IV.— RIGHTS   AND   IMMUNITIES. 

1.  Neither    the   carr'er   nor   the   ship   shall    he    Ifnhle   for   loss   or 
damage   ar  sing  or  resulting   from   unsepworthiness   unlers   caused   hv 
want   of  due   dil'gence  on    the   part   of   the   carrier   to   make   the   ship 
seaworthy,   and    to   see    that   the   ship   is   properly    manned,    equipped 
and  supplied. 

2.  Neither  the  carrier  nor  the  ship  shall   be  responsible   for  loss 
or  damage  arising  or  resulting  from:     (n)— Act.  neglect  or  default  of 
the  master,  mariner,  pilot  or  the  servants  of  the 'carrier  In  the  navi- 
gation   or   In    the   management   of   the    ship,      (h)— Fire,      (c)— Perils 
dangers  and  accidents  of  the  sea  or  other  navigable  waters,     (dj— Act 
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of  God.  (e) — Act  o£  war.  (f) — Act  of  public  enemies,  (g) — Arrest  or 
restraint  of  pnnces,  rulers  or  people,  or  seizure  under  legal  process. 
(h)^Quarantme  restrictions,  (i) — Act  or  omission  of  the  shipper  or 
owner  of  the  goods,  his  agent  or  representative,  (j) — Strikes  or  lock- 
outs or  stoppage  or  restraint  of  labor  from  whatever  cause,  whether 
partial  or  general,  (k) — Riots  and  civil  commotions.  (1) — Saving  or 
attempting  to  save  life  or  property  at  sea.  (m> — Inherent  defect  qual- 
ity or  vice  of  the  goods,  (n) — Insufficiency  of  packing,  (o) — Insuffi- 
ciency or  inadequacy  of  marks,  (p) — Latent  defects  not  discoverable 
by  due  diligence,  (q) — Any  other  cause  arising  without  the  actual 
fault  or  privity  of  the  carrier,  or  without  the  fault  or  neglect  of  the 
agents,  servants  or  employes  of  the  carrier. 

3.  Any  deviation  in  saving  or  attempting  to  save  life  or  property 
at  sea,  or  any  deviation  authorized  by  the  contract  of  carriage  shall 
not  be  deemed  to  be  an  infringement  or  breach  of  these  Rules-  or  of 
the  contract  of  carriage,  and  the  carrier  shall  not  be  liable  for  any  loss 
or  damage  resulting  therefrom. 

4.  Neither  the  carrier  nor  the   ship   shall   be   responsible   in   any 
event  for  loss  or  damage  to  or  in  connection  with  goods  in  an  amount 
beyond    £loO  per  package  or  unit,   or  the  equivalent  of  that  sum   in 
other  currencies  unless  the  nature  and  value  of  such  goods  have  been 
declared  by  the  shipper  before  the  goods  are  shipped  and  have  been 
inserted  in  the  bill  of  lading. 

By  agreement  between  the  carrier,  master  or  agent  of  the  carrier 
and  the  shipper  another  maximum  amount  than  mentioned  in  this 
paragraph  may  be  fixed,  provided  that  such  maximum  shall  not  be 
less  than  the  figures  above  named. 

The  declaration  by  the  shipper  as  to  the  nature  and  value  of  any 
goods  declared  shall  be  prima  facie  evidence,  but  shall  not  be  binding 
or  conclusive  on  the  carrier. 

5.  Neither   the   carrier   nor  the    ship   shall   be    responsible    in    any 
event  for  loss  or  damage  to  or  in  connection  with  goods  if  the  nature 
or  value  thereof  has  been  wilfully  misstated  by  the  shipper. 

6.  Goods  of  an  inflammable  or  explosive  nature,  or  of  a  dangerous 
nature,  unless  the  nature  and  character  thereof  have  been  declared  in 
writing  by  the  shipper  to  the  carrier  before  shipment  and  the  carrier, 
master  or  agent  of  the  carrier  has  consented  to  their  shipment,   may 
at  any  time  before  delivery  be  destroyed  or  rendered  innocuous  by  the 
carrier  without  compensation  to  the  shipper,  and  the  shipper  of  such 
goods  shall  be  liable  for  all  damages  and  expenses  directly  or  in'directly 
arising  out   of  or  resulting  from    such   shipment.     If  any   such    goods 
shipped  with  such  consent  shall  become  a  danger  to  the  ship  or  cargo 
they  may  in  like  manner  be  destroyed  or  rendered  innocuous  by  the 
carrier  without  compensation  to  the  shipper. 

7.  A  carrier  shall  be  at  liberty  to  surrender  in  whole  or  in  part  all 
or  any  of  his  rights  and  immunities  under  this  Article,  provided  such 
surrender  shall  be  embodied  in  the  bill  of  lading  issued  to  the  snipper. 

ARTICLE  V.— SPECIAL  CONDITIONS. 

Notwithstanding  the  provisions  of  the  preceding  articles,  a  carrier, 
master  or  agent  of  the  carrier  and  a  shipper  shall  in  regard  to  any 
particular  goods  be  at  liberty  to  enter  into  any  agreement  in  any 
terms  as  to  the  responsibility  and  liability  of  the  carrier  for  such 
goods,  and  as  to  the  rights  and  immunities  of  the  carrier  in  respect 
of  such  goods,  or  his  obligation  as  to  seaworthiness,  or  the  care  or 
diligence  of  his  servants  or  agent  in  regard  to  the  handling,  loading, 
stowing,  custody,  care  and  unloading  of  the  goods  carried  by  sea, 
provided  that  in  this  case  no  bill  of  lading  shall  be  issued  and  that 
the  terms  agreed  shall  be  embodied  in  a  receipt  which  shall  be  a  non- 
negotiable  document  and  shall  be  marked  as  such. 

Any  agreement  so  entered  into  shall  have  full  effect. 

ARTICLE    VI.— LIMITATIONS    ON    THE    APPLICATION    OF    THE 

RULES. 

Nothing  herein  contained  shall  prevent  a  carrier  or  a  shipper  from 
entering    into    any    agreement,    stipulation,    condition,    reservation    or 
exemption  as  to  the  responsibility  and  liability  of  the  carrier  or  the 
ship  for  the  loss  or  damage  to  or  in  connection  with  the  custody  and 
care  and  handling  of  goods  prior  to  the  loading  on  and  subsequent  to  ' 
the  unloading  from  the  ship  on  which  the  goods  are  carried  by  sea. 
ARTICLE  VII.— LIMITATION  OF  LIABILITY. 

The  provisions  of  these  Rules  shall  not  affect  the  rights  and  obli- 
gations of  the  carrier  under  the  Convention  relating  to  the  limitation 
of  the  liability  of  owners  of  seagoing  vessels. 

SHIPPING  BOARD  BUREAUS 

The  Traffic   World   Washington  Bureau 

Establishment  of  a  number  of  bureaus  to  administer  pro- 
visions of  the  Jones  merchant  marine  act  and  the  shipping  act 
of  1916  is  being  considered  by  the  members  of  the  Shipping 
Board,  according  to  an  announcement  made  by  Chairman  Lasker. 
A  plan  calling  for  the  creation  of  a  bureau  of  domestic  and  out- 
ward traffic,  a  bureau  of  inward  and  indirect  traffic,  a  bureau 
of  operations,  a  bureau  of  construction,  a  bureau  of  law  and  a 
bureau  of  finance  is  under  consideration.  Each  of  the  bureaus 
would  come  under  the  supervision  of  a  particular  member  of  the 
board  and  each  bureau  would  have  a  director.  Such  an  organi- 
zation is  necessary,  officials  say,  to  make  possible  enforcement 
and  compliance  with  the  provisions  of  the  two  laws  referred  to. 
Chairman  Lasker  said  the  desire  was  to  effect  an  organization 
somewhat  similar  to  the  British  Board  of  Trade. 


SHIPPING   BOARD    CLAIMS 

The  Traffic   World   Washington  Bureau 

The  Claims  Commission  of  the  Shipping  Board  held  hear- 
ings this  week  on  the  claim  of  the  Tampa  Dock  Company  of 
Tampa,  Fla.,  against  the  board  on  account  of  cancellation  of 
wood  shipbuilding  contracts  by  the  board.  This  case  was  heard 
as  a  test  case,  the  issues  being  practically  the  same  as  in  more 
than  70  other  cases.  The  contention  of  the  wood  shipbuilders 
is  that  Edward  N.  Hurley,  former  chairman  of  the  board,  assured 
wood  shipbuilders  that  the  wood  shipbuilding  program  would 
last  five  years  and  that  the  shipbuilders  would  be  safe  in  making 
investments  and  building  plants  and  that  the  Shipping  Board 
would  give  them  work  enough  to  get  out  at  a  profit.  Charles 
Piez,  former  director-general  of  the  Emergency  Fleet  Corpora- 
tion, and  other  former  officials  of  the  Fleet  Corporation,  will  be 
called  as  witnesses  later. 

The  Claims  Commission  of  the  Shipping  Board  has  settled  a 
claim  of  11,640,433.70  filed  by  the  Ralston  Steel  Co.,  of  East 


Columbus,  O.,  for  $51,471.92,  according  to  an  announcement  made 
by  the  Commission.  The  company  made  steel  used  in  the  con- 
struction of  ships  and  the  plant  had  been  taken  over  by  the  Ship- 
ping Board.  Of  the  amount  claimed,  $1,026,277.61  was  for  "pros- 
pective profits,"  which  the  company  asserted  it  would  have  en- 
joyed had  not  the  government  taken  over  the  plant.  The  com- 
pany agreed  to  waive  that  part  of  the  claim,  however,  leaving 
a  balance  of  $614,166.09.  The  Claims  Commission  made  an  award 
of  $208,296.64.  The  Ralston  Company  owed  the  board  $158,824.72, 
for  machinery  installed  in  its  plant,  and  agreed  to  accept  the 
difference  in  final  settlement. 


SALE   OF   STEEL   SHIPS 

The  Traffic   World   Washington  Bureau 

President  Powell  of  the  Emergency  Fleet  Corporation  an- 
nounced October  31  that  from  eight  to  twelve  of  the  best  steel 
ships  of  from  ten  to  twelve  thousand  tons  would  be  offered  for 
sale  in  the  next  few  weeks  "to  try  out  the  market"  for  govern- 
ment vessels.  If  acceptable  bids  are  received  and  the  vessels 
are  sold  the  Corporation  will  go  forward  at  once  to  place  more 
of  its  vessels  in  the  hands  of  private  owners.  The  market  has 
been  sounded  out,  Mr.  Powell  said,  and  several  bids  are  expected. 
The  American  Bureau  of  Shipping  will  appraise  the  vessels  to  be 
offered  for  sale.  Bids  will  be  received  on  a  private  competitive 
basis  so  that  the  Corporation  may  negotiate  with  any  particular 
bidder  after  offers  have  been  received. 


OCEAN   RATE  REDUCTIONS 

The  steamship  lines  in  the  Scandinavian-Baltic  Conference 
have  made  substantial  reductions  in  ocean  rates  and  have  re- 
grouped the  ports  served  by  them.  Rates  have  been  made  to 
Group  1,  2  and  3.  Group  1  includes  Bergen,  Christiania,  Goth- 
enburg and  Copenhagen;  Group  2,  Malmo,  Trondjhem,  and  Stock- 
holm, and  Group  3,  Reval,  Libau,  Riga,  Abo,  Hango  and  Helsing- 
fors.  The  new  rates  are  as  follows: 

Group  I.  Group  II.      Group  III. 

Apples  (green),  box   $0.60.  $0.70  $0.80 

Apples    (green),   barrel    1.50  1.60  1.70 

Babbitt  and  other  typed  metals. *14.00  16.00  18.00 

Condensed  and  evaporated  milk 40  .50  60 

Glucose    35  .45  .55 

Heavy    grain    25  .27%  .27y-> 

Lubricating  oil,  malt,  wax  and  grease 40  .50  .60 

Oatfeed  and  cattle  feed 40        •         .45  .50 

Shoes    ...  f     40 

Powdered  milk   55  .65  .75 

Provisions    40  .50  .60 

Refined  oil,  cases 40  .511  .60 

Refined  oil,  barrels  50  .60  .70 

Rye  meal   »7.00  ii.oo  11.00 

Vulcanized  fiber   90  1.00  1.10 

•Per  2,240  Ibs.    fPer  cu.  ft. 

Relief  goods. — Clothing,  hospital  supplies,  blankets,  canned  goods 
and  similar  commodities  shipped  by  recognized  relief  organizations  to 
Group  III,  40c  a  cubic  foot. 


OCEAN  SHIPPING  FIGURES 

E.  S.  Gregg,  chief  of  the  transportation  division  of  the 
Bureau  of  Foreign  and  Domestic  Commerce  of  the  Department 
of  Commerce,  has  issued  the  following  analysis  of  the  volume 
of  trade  in  ocean  shipping  in  August: 

Due  to  larger  imports,  the  total  inward  and  outward  volume  of 
trade  was  5,302,173  long  tons  in  August,  as  compared  with  5,283,284 
tons  in  July,  according  to  information  supplied  the  Bureau  of  Foreign 
and  Domestic  Commerce  by  the  Statistical  Department  of  the  Ship- 
ping Board.  While  the  totals  are  not  absolutely  inclusive,  the  percent- 
age of  error  is  negligible.  Imports,  excluding  oil,  increased  258,363 
long  tons  during  August,  and  were  larger  than  in  June,  but  less  than 
half  the  record  for  October,  1920.  Foreign  ships  carried  56  per  cent 
of  the  total  imports,  as  compared  with  54  in  July,  the  highest  previ- 
ous percentage  in  the  14  months  for  which  records  are  available. 
Independent  vessels  brought  in  3  per  cent  less  than  in  July,  and 
Shipping  Board  vessels  1  per  cent  more.  Foreign  lines  are  slowly  in- 
creasing their  hold  upon  our  import  trade. 

Exports,  excluding  oil,  declined  239.474  long  tons  during  August, 
but  were  larger  than  in  any  of  the  first  five  months  of  1921,  and 
still  compare  rather  favorably  with  the  summer  of  1920.  Independent 
American  ships  carried  5  per  cent  more  than  in  July,  and  a  larger 
percentage  than  in  any  of  the  months  for  which  information  is  at 
hand.  Foreign  ships  handled  3  per  cent  less  than  in  the  previous 
month,  and  Shipping  Board  vessels  2  per  cent  less. 

Imports  of  oil  shipped  in  bulk  reached  the  low  figure  of  467,475 
long  tons  in  August,  as  compared  with  849.899  tons  in  July  and  1,802,- 
580  in  November,  1920.  Of  the  August  total,  independent  American 
ships  transported  71  per  cent,  a  decrease  from  July,  but  an  increase 
over  last  summer.  Shipping  Board  tankers,  which  carried  35  per  cent 
in  July,  1920,  brought  in  only  9  per  cent  in  August,  1921.  The  per- 
centage carried  in  foreign  vessels  has  increased  from  4  in  Julv,  1920, 
to  20  in  August,  1921. 

Exports  of  oil  carried  in  tankers  increased  to  480.230  long  tons  in 
August,  as  compared  with  464.974  tons  in  July,  1921,  and  308,534  in 
July,  1920.  Independent  American  tank  ships  carried  16  per  cent 
less  in  August  than  in  July  of  the  present  year,  the  smallest  per- 
centage of  any  month  for  which  figures  can  be  obtained.  Foreign  linos 
handled  73  per  cent  of  the  oil  shipped  in  bulk  in  August,  as  compared 
with  58  per  cent  In  July  ond  49  per  cent  in  March,  1021. 


SHIPPING  BOARD  APPOINTMENT 

Frank  W.  Relyea  has  been  appointed  by  the  trustees  of  the 
United  States  Shipping  Board  Emergency  Fleet  Corporation  as 
district  manager  of  the  San  Francisco  office  to  succeed  H.  H. 


Nmi-mliiT  fi. 
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nli,,  n.siKii.Ml.  This  district  includes  all  California  and 
oniini  poris.  lie  wil  have  charge  of  all  government  shipping 
business  under  his  Jurisdiction  nnd  his  wide  experience  in  mar- 
ine, r.-iili-iud  :uid  commercial  lines  will  be  an  invaluable  aid  to 
the  Meet  (  i u  i«ir:i t ion  as  well  as  to  the  steamship  operator.  He 
WHS  formerly  traffic  manaser  of  the  United  American  lines. 


S.  P.  STEAMSHIP  OWNERSHIP 

'J  he   Traffic   World   Washington  Bureau 

The  Houston  Chamber  of  Commerce,  Houston  Harbor  Board, 
and  the  city  of  Houston,  through  H.  H.  Hnines,  their  attorney, 
have  asked  for  a  reopening  of  No.  6606,  In  the  matter  of  the 
ownership  of  the  Southern  Pacific  Steamship  Lines,  so  that  they 
may  join  the  Southern  Pacific  in  its  supplemental  application 
for  permission  to  extend  the  service  of  Its  steamship  line  to 
Houston.  Specifically  the  Houston  interests  desire  to  support, 
instead  of  opposing,  the  application  of  the  Southern  Pacific, 
dated  October  31,  1919,  for  permission  to  operate  between  addi- 
tional ports,  one  of  which  is  Houston. 

This  change  of  front,  the  application  says.  Is  due  to  a  change 
of  conditions.  It  says  that  since  the  opinion  and  decision  ren- 
dered by  the  Commission  conditions  have  changed  so  materially 
that  the  petitioners  desire  to  change  the  position  they  assumed. 
It  further  says  that  under  the  changed  conditions  the  service 
proposed  by  the  Soutehrn  Pacific  in  its  supplemental  petition, 
submitted  only  a  few  months  ago,  would  be  in  the  interest  of  the 
public  and  to  the  advantage  and  convenience  of  the  people  and 
commerce  at  this  time  and  would  not  exclude  or  prevent  com- 
petition on  the  routes  by  water. 

The  petition  further  alleges  that  there  is  now  no  sufficient 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion,  11.00  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  50c:  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words: 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFF'P  WORLD  <18  South  Mnrkrt  Street.  Chicago.  III. 

POSITION  WANTtD— As  Claim  Agent.  Chief  Clerk  or  personal 
correspondent  to  official,  railroad  or  industrial;  aged  40;  married;  fif- 
teen years'  general  railroad  office  experience;  Mississippi  River  to  east 
coast:  now  in  general  claim  office;  object,  future.  Address  M.  G., 
Tr-ffic  World.  Chicago. 


matters   pertaining  to   transportation.     Address  O    F.    F    397    Traffic 
Wo'ld.   Ctr'opgo. 

„,  F°R  SALE—  Cancelled  Freight  Tariffs  suitable  for  auditing  Freight 
Bills.     Address  O.  H.  N.  395,  Traffic  World.  Chicago. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Id  you  be  able  to  save  more  money  in  shipping?-  to  reap 


greater  benefit   from  the  interstate  commerce  rulings?—  to 


USALLE  EXTENSION  UNIVERSITY 

Department  1195-T        CHICAGO,  ILLINOIS 

Tttf  1  nnjfff  Ruling**  Training  fnttitntinn  m  tht  Wnrlii 


CAMPBELL  TAGS 

are  made  by  a  factory  with  an  ideal. 
The  one  big  aim  of  our  organization 
is  to  absolutely  satisfy  our  customers. 
That  is  why  we  put  so  much  effort 
into  manufacturing  tags  that  are  ab- 
solutely reliable.  Ask  for  samples 
and  prices. 

Campbell  Paper  Box  Co. 

SOUTH  BEND,  INDIANA 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN    WASHINGTON 


Phone  Main  2210 


SAMMIS,  LAKE  &  COMPANY 

Whlt.fi. Id  Sammi. 


417  SOUTHERN  BUILDING 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks— 4-One«— Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia,  Baltimore 

AND 

LOS  AngeleS  (Wilmington) 

San  Francisco.  Portland, 
Seattle  and  Tacoma 

Through   Bills  of  Lading  issued  to  San  Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,   Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Ports 


For  Rate*,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowline  Green,  7394 


Baltimore,  Md. 
Keymer  Building 


Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Buildinf 


And  at  our  Branch  Office*  in  Loa  Annlea,  San  Franeiaeo, 
Portland,  Seattle  and  Tacoma 
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or  adequate  steamship  service  between  Houston  and  the  Atlantic 
ports  and  that  the  convenience  and  commerce  of  the  people  of 
the  port  of  Houston  and  territory  served  thereby  demand  and 
require  the  establishment  of  the  facilities  proposed  by  the  South- 
ern Pacific  in  its  supplemental  application.  Another  allegation 
is  that  the  service  proposed  between  Houston  and  other  Texas 
ports  and  ports  on  the  Atlantic  coast  would  not  conflict  with  the 
amendment  to  the  Panama  canal  act  which  forbids  railroad 
ownership  of  steamship  lines  in  such  a  manner  as  to  restrict 
the  movement  of  interstate  commerce  in  coastwise  traffic  in  the 
interest  of  parallel  rail  lines. 

In  the  last  assignment  of  reasons  why  the  Commission 
should  permit  the  establishment  of  the  additional  service  Hous- 
ton interests  aver  that  that  should  be  done  "because  the  Com- 
mission erred  in  its  previous  finding  that  the  proposed  service 
would  be  in  conflict  with  the  Panama  Canal  act." 


ABANDONMENT  AND  CONSTRUCTION 

The  Traffic   World   Washington  Bureau 

Reflecting  opposition  in  Georgia  to  orders  of  the  Commission 
authorizing  abandonment  of  railroads  in  that  state,  Senator  Har- 
ris has  introduced  a  bill  (S.  2659)  providing  for  amendment  of 
paragraph  20  of  section  1  of  the  interstate  commerce  act  so  that 
a  year's  time  would  elapse  before  a  carrier  could  put  into  effect 
permission  from  the  Commission  to  abandon  or  construct  a  line 
of  railroad.  The  senator  said  several  hundred  miles  of  short-line 
railroads  in  Georgia  were  being  abandoned  or  were  in  danger  of 
being  "junked"  and  that  it  was  his  view  that  if  twelve  months 
elapsed  before  a  railroad  could  abandon  a  road,  after  having 
obtained  the  permission  of  the  Commission,  the  people  living 
along  the  road  could  arrange  their  plans  to  meet  the  abandon- 
ment or  arrange  to  continue  operation  of  the  road  if  it  were  a 
question  of  financing. 


COMMISSION   ORDERS 

The  order  in  No.  11028,  Lake  Superior  Paper  Co.,  Ltd.,  et 
al.  vs.  Director-General,  Ahnapee  &  Western  et  al.,  has  been 
modified  so  as  to  become  effective  December  20  instead  of  No- 
vember 28. 

The  complaint  in  No.  13104,  Brazil  Clay  Co.  et  al.  vs.  C.  I. 
&  L.  et  al.,  has  been  amended  by  making  the  New  York  Central 
and  Chicago,  Milwaukee  &  St.  Paul  additional  parties  defendant. 

The  Commission  has  reopened  No.  8418,  Railroad  Commis- 
sion of  Louisiana  vs.  Aransas  Harbor  Terminal  Ry.  et  al. 
(Shreveport  case),  and  affiliated  cases  for  the  purpose  of  con- 
sidering the  reasonableness,  relationship  and  propriety  of  the 
class  rates  between  Beaumont  and  Orange  and  between  Beau- 
mont and  Liberty,  Tex. 

The  order  in  No.  10500,  Corporation  Commission  of  North 
Carolina  vs.  Director-General,  A.  C.  L.  et  al.,  and  No.  10515, 
Raleigh  Chamber  of  Commerce,  Inc.,  et  al.  vs.  Director-General, 
S.  A.  L.  et  al.,  has  been  further  modified  so  as  to  become  effective 
January  1  instead  of  November  28. 

The  Mary  Murphy  Gold  Mining  Company  has  been  per- 
mitted to  intervene  in  Finance  Docket  1572,  application  of  the 
Colorado  &  Southern  for  a  certificate  of  public  convenience 
and  necessity  authorizinng  the  abandonment  of  its  Buena  Vista 
Romley  line  of  railroad. 

The  American  Sugar  Refining  Company  has  been  permitted 
to  intervene  in  No.  13098,  Arbuckle  Bros,  et  al.  vs.  Ann  Arbor 
et  al. 

The  National  Federation  of  Co-operative  Live  Stock  Ship- 
pers has  been  permitted  to  intervene  in  No.  12630,  the  National 
Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

The  Castile  Mining  Company,  Charcoal  Iron  Company  of 
America,  Dunn  Iron  Mining  Company,  the  Montreal  Mining 
Company,  Republic  Iron  &  Steel  Company,  Townsite  Mining 
Company,  and  the  Wakefield  Iron  Company  have  been  dismissed 
as  parties  complainant  in  No.  12071,  Adriatic  Mining  Co.  et  al. 
vs.  C.  &  N.  W.  et  al.  The  above  mentioned  companies  and 
the  Hayes  Mining  Company  have,  however,  been  permitted  to 
intervene  in  this  case. 

The  New  Orleans  Joint  Traffic  Bureau  has  been  permitted  to 
Intervene  in  No.  12784,  Southeastern  Express  Co.  vs.  American 
Ry.  Express  Co. 

The  Alpha  Portland  Cement  Co.,  Lehigh  Portland  Cement 
Co.,  Marquette  Cement  Mfg.  Co.,  and  Sandusky  Cement  Co.  have 
been  permitted  to  intervene  in  No.  13061,  Universal  Portland 
Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 

The  Flora  Bell  Mining  Co.  and  the  town  of  St.  Elmo,  Colo., 
have  been  permitted  to  intervene  in  Finance  Docket  1572,  In 
the  matter  of  the  application  of  the  Colorado  &  Southern  Ry. 
Co.  for  a  certificate  of  public  convenience  and  necessity  author- 
izing the  abandonment  of  its  Burna  Vista  Romley  line  of  railroad. 

The  National  Federation  of  Co-operative  Live  Stock  Shippers 
has  been  permitted  to  intervene  in  No.  13107,  the  National  Live 
Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

The  Oregon  Growers'  Co-operative  Association  has  been  per- 
mitted to  intervene  in  No.  12680,  American  Fruit  &  Vegetable 
Snippers'  Association  et  al.  vs.  American  Ry.  Express  Co.  et  al. 


NO  GUARANTY  TO  REFRIGERATOR  CO. 

The  Traffic   World   Washington  Bureau 

In  Finance  Docket  No.  383,  in  the  matter  of  the  application 
of  the  Chicago,  New  York  &  Boston  Refrigerator  Company  for 
a  partial  payment  under  section  209  of  the  transporation  act, 
1920,  the  Commission  has  decided  that  the  company  is  not  sub- 
ject to  the  guaranty  provisions  of  section  209  and  has  dismissed 
the  application. 

The  issues  in  this  case  were  set  forth  in  detail  in  The 
Traffic  World  of  October  1,  p.  668,  under  the  heading  "Guaranty 
for  Refrigerator  Co." 

The  Commission  said  it  had  "heretofore  regarded  this 
claimant,  and  others  engaged  in  the  same  or  similar  enterprises, 
as  private  car  lines  and  not  as  common  carriers." 

After  reviewing  the  activities  of  the  company,  the  Com- 
mission said:  "The  claimant  does  not  own  or  control  any 
motive  power,  roadbed,  track,  does  not  file  with  us  annual  or 
monthly  reports,  does  not  publish  any  tariffs,  or  participate  in 
their  publication,  and  does  not-  collect  freight  charges  for  its 
own  account.  Shippers  of  refrigerator  traffic  pay  charges  in 
accordance  with  the  governing  tariffs  of  the  railway  companies 
over  whose  lines  the  traffic  moves.  The  cars  are  under  the 
control  of  the  railroad  companies  while  on  their  respective  lines, 
subject  only  to  the  requirement  that  they  are  not  to  be  diverted 
from  established  routes  or  loaded  eastbound  with  any  local 
freight  of  the  railway  companies,  or  loaded  at  all  with  any 
freight  which  will  tend  to  injure  such  cars  or  render  them  unfit 
for  the  carriage  of  refrigerator  freight.  It  is  conceded  the 
claimant  is  not  a  railroad  company." 

The  Commission  said  that  under  the  definition  of  "carrier" 
in  section  209  the  meaning  of  that  word  was  limited  to  "a  car- 
rier by  railroad  or  partly  by  railroad  and  partly  by  water," 
and  "a  sleeping  car  company,"  and  that  that  definition  deprived 
it  of  authority  to  certify  a  payment  under  the  guaranty  to  any 
claimant  which  could  not  bring  itself  clearly  within  one  of  those 
terms.  It  said  it  could  not  agree  with  the  claimant  that  it  is 
a  carrier  by  railroad  within  the  meaning  of  section  209  because 
it  is  engaged  in  the  carriage  of  freight  over  and  by  means  of 
railroads  and  because  to  all  intents  and  purposes  it  is  a  part 
of  the  Grand  Trunk  Railway,  which  owns  the  capital  stock. 
Obviously,  the  Commission  said,  the  company  "lacks  many 
essential  characteristics  of  a  carrier  by  railroad." 


MOTOR  TRANSPORTATION  BOARD 

The  Traffic   World   Washington  Bureau 

Senator  Sheppard,  of  Texas,  has  introduced  a  bill  (S.  2G31) 
"to  encourage  motor  transportation  in  the  United  States,"  by 
creating  a  National  Highway  Motor  Transportation  Board,  to  be 
composed  of  the  Secretary  of  War,  the  Attorney-General,  the 
Secretary  of  Agriculture,  the  Secretary  of  Commerce,  and  the 
chairman  of  the  Interstate  Commerce  Commission.  The  bill 
provides: 

That  when  it  shall  be  shown  to  the  satisfaction  of  the- board  (a) 
that  a  corporation  is  in  process  of  organization  within  a  state,  terri- 
tory or  the  District  of  Columbia,  by  reputable  and  reliable  persons  for 
the  purpose  of  operating  a  highway  motor  transportation  route  at 
least  fifty  miles  in  length,  (b)  that  the  plans,  resources,  capital  stock, 
rates,  personnel,  material,  and  probable  business  of  such  corporation 
are,  or  will  be,  of  such  nature  or  amount  as  to  offer  reasonable  hope 
lf  success,  (C)  that  the  ,aws  of  the  state_  Territory'  or  District  in 
which  the  route  is  to  be  operated  provide  proper  protection  for  the 
ermanent  operation  of  the  corporation  and  proper  construction  and 
maintenance  of  the  highway  or  highways  to  be  utilized  by  the  corpora- 
tion the  board  for  and  in  the  name  of  the  Government  of  the  United 
States  shall  subscribe  the  last  fourth  of  the  capital  stock  of  the  cor- 
poration remaining  unsubscribed:  Provided.  That  application  for  such 
subscription  shall  have  first  been  made  in  writing-  by  the  stockholders 
of  the  corporation  over  verified  signatures. 

That  flie  amount  paid  for  such  Government  stock  shall  constitute 
a  loan  trorn  the  Government  to  the  corporation,  repayable  with  in- 
terest at  the  rate  of  5  per  centum  per  annum  in  ten  annual  install- 
ments, the  first  installment  to  be  due  five  years  after  date  of  sub- 
scription, repayment  of  total  amount  advanced  including  interest  to  be 
guaranteed  by  a  bond  satisfactory  to  the  board. 

The  bill  appropriates  $7,200,000  for  the  purchase  of  stock  as 
provided,  and  $100,000  is  appropriated  to  enable  the  board  to 
obtain  such  expert  assistance  as  it  may  deem  advisable  in  carry- 
ing out  the  act. 


CHANGES    IN    DOCKET 

Argument  in  Valuation  Docket  1,  In  the  matter  of  the  valua- 
tion of  the  property  of  the  K.  C.  S.  Ry.  Co.,  and  Valuation  Docket 
26,  In  re  San  Pedro,  Los  Angeles  &  Salt  Lake  R.  R.  Co.  assigned 
for  November  1,  2  and  3  at  Washington,  was  postponed  to  a  date 
to  be  hereafter  fixed. 

Hearing  in  12946,  Charles  Harley  Co.  vs.  Director-General, 
assigned  for  November  3  at  San  Francisco,  was  canceled 

Docket  No.  12066,  shown  last  week  as  set  for  argument  in 
Washington  October  31  and  before  that  as  set  for  October  30 
should  have  been  shown  as  set  for  October' 20  The  Commis- 
sion's record  contained  a  typographical  error. 

Argument  in  10457,  Boston  Chamber  of  Commerce  et  al  vs 
Director-General,  Grand  Trunk,  et  al.,  assigned  for  November 
4  at  Washington,  D.  C.,  was  canceled 
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HEW  YORK 
BALTIMORE 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

B«twe«n 
MONTREAL 


PHILADELPHIA 
PORTLAND,  ME. 


BOSTON 
and 

ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  and  Export  Freifht  Shipmenti  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St.,  Talephon*  Central  2050 


OUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


Pacific  Mail  Steamship  Co. 

Under  American  F/af   PASSENGERS  AND  FREIGHT  E.fafc/.jAed  1149 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  FrancUco,  Los  Angeles  to  Baltimore,  calling  at  port!  in 
Mexico.  Guatemala,  Salvador,  Nicaragua  and  Cuba 

5.  5.  Colombia  vails  from  Baltimore  November  7th 
S,  S.  Ecuador  calls  from  San  Francisco  November   21st 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

TRANS-PACIFIC  SERVICE 

"The  Sunthine  Belt  to  the  Orient" 

San  FrancUco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
pins;  Board  21,100-ton  displacement,  17^-knot,  steamers  S.  5. 
Golden  State  (November  5th);  S.  S.  Hoosier  State  (Decem- 
ber 17th);  5.  5.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo.  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20.000-ton  displacement  steamers  S.  S. 
Granite  State  (November  I8rh):  S.  S.  Creole  State  (Decem- 
ber 19th):  S.  5.  Wolverine  State  (January  15th). 

Through  hill*  of  lading  iuuod  to  and  from  point*  beyond pert*  •/call 

For  ratea  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 
General  Paitenger  and  Ticket  offices  921  Market  St.,  San  Francimce- 

General  Office*:  508  California  Street,  San  FrancUco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agentai  U.  S.  Shipping  Board 


NOSA  LINE 


Monthly  Sailings  to  Principal  Porte 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Sid*  Port* 

Far  particular!  apply 

•M-lt  Queen  ft  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  644  Marquette  Bldg. 
Cable  Addrew:  "Orleanshlp" 


Ne>v  Orleans   &. 
South    American  S.S.  Co. 

INCORPORATED 


Pacific — Caribbean — 
Gulf  Line 

Steel  Steamers 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

MOBILE 

and 

Los  Angeles  Harbor,  San  Francisco,  Portland, 

Tacuma,  Seattle  and  other  Pacific  Coast 

Ports  via  Panama  Canal 

SS  ALVARADO  from  the  Gulf  about  November  12th 

SS  DELCO  Late  November 

SS  OSAGE  "        "      "        "        December  24th 

SS  ELDORADO    "         "       "         "         January  25th 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application 

THE  STEELE  STEAMSHIP  LINES,  Incorporated 

AGENTS 

Steele  Building,  New  Orleans,  La. 

OFFICES  ALSO  AT 

Steele  Bldg.  50  Broad  St. 

Galveston,  Texas  Texas  City  New  York  City 

430  San  some  St. 
San  Francisco,  Calif. 


Fortnightly 
Sailings 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


100  A-l  Steel 

Steamers 


BOSTON,  MASS.  SAN  DIEGO  OAKLAND  SEATTLE 

PHILADELPHIA,  PA.     \  and         LOS  ANGELES  ASTORIA  TACOMA 

PORTLAND,  ME.  SAN  FRANCISCO          PORTLAND          VANCOUVER 

Through  Billt-of -Lading  to  Hawaiian  Islands  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  4th  Street,  Philadelphia 
98  Exchange  Street,  Portland 


Owners  and  Operators  U.  S.  Shipping  Board  Ships 

111  Summer  Street,  Boston 
2  Stone  Street,  New  York 


601  Bessemer  Building,  Pittsburgh 
142  South  Clark  Street,  Chicago 


ADMIRAL   LINE,  Pacific  Coast  Ports 
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Personal  Notes 


Harold  H.  Orvis,  traffic  manager  for  a  number  of  lumber 
wholesalers  of  the  United  States  and  Canada,  has  moved  his 
offices  from  Hackensack,  N.  J.,  to  New  York.  Eugene  L.  Orvis, 
commerce  attorney,  is  the  other  member  of  the  firm. 

P.  C.  Sprague,  general  freight  agent  for  the  Pennsylvania 
System,  southwestern  region,  at  St.  Louis,  will  become  traffic 
manager  for  M.  A.  Hanna  &  Co.,  of  Cleveland,  November  15. 

E.  E.   Laffiteau   has   been   appointed    traveling   freight   and 
passenger  agent  for  the  Merchants'  and  Miners'  Transportation 
Company,  at  Savannah,  Ga. 

F.  L.  Haniia  has   been   appointed   assistant   general   freight 
and  passenger  agent  for  the  A.  T.  &  S.  P.  Railway,  coast  lines, 
at  Phoenix,  Ariz.,  vice  P.  P.  Cruice,  who  has  been  assigned  to 
other  duties.    N.  H.  Asp  has  been  appointed  division  freight  and 
passenger  agent  for  the  same  road,  at  Fresno,  Cal.,  to  succeed 
Mr.   Hanna;    and   W.   J.    Shattuck   has   been   appointed   division 
freight  agent  to  succeed  Mr.  Asp,  at  Oakland,  Cal. 

E.  S.  Brissey  has  been  appointed  commercial  agent  for  the 
Kansas,  Oklahoma  &  Gulf  Railway,  and  the  K.  O.  &  G.  Rail- 
way of  Texas,  at  Chicago. 

William  R.  Moore,  formerly  traffic  manager  for  the  Cumber- 
land Chamber  of  Commerce,  Cumberland,  Md.,  has  been  ap- 
pointed traffic  manager  for  the  Ideal  Cocoa  &  Chocolate  Co.  and 
the  Listerated  Gum  Co.,  New  York  City. 

The  New  York  Central  has  announced  the  following  ap- 
pointments: J.  F.  Dyas,  general  agent,  passenger  department, 
Omaha;  A.  C.  Huggins,  general  agent,  freight  department.  New 
Orleans;  M.  A.  Greding,  general  agent,  freight  department, 
Dallas,  Tex. 

David  L.  Ewing  has  become  associated  with  Norton,  Lilly 
&  Co.,  steamship  agents,  Chicago. 

W.  O.  Sydnor,  Jr.,  has  been  appointed  commercial  agent  for 
the  Chesapeake  &  Ohio  lines,  at  Wilmington,  N.  C. 

A.  W.  Huggard  has  been  appointed  traveling  freight  agent 
1'or  the  Norfolk  &  Western  Railway,  at  New  York  City. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  meeting  for  the  election  of  officers,  directors, 
and  nominating  committee  members,  of  the  Traffic  Club  of  New 
England,  will  take  place  at  the  Copley-Plaza  Hotel,  Boston,  De- 
cember 12. 

At  the  recent  annual  election  of  officers  of  the  Traffic  Club 
of  St.  Louis,  S.  S.  Butler,  freight  traffic  manager  of  the  St.  L.- 
S.  F.,  was  elected  president.  Other  officers  chosen  were  as  follows: 
Secretary,  Sherman  E.  Wilson,  assistant  traffic  manager,  the  W.  T. 
Ferguson  Lumber  Co.;  treasurer,  Geo.  S.  Siddons,  A.  B.  &  A. 
R.  R.;  vice-presidents,  John  C.  Iselin,  traffic  manager,  The  Black- 
mer  Post  Pipe  Co.;  0.  Van  Brunt,  traffic  manager,  The  Cer- 
tainteed  Products  Corporation;  C.  W.  Clarke,  general  agent, 
Erie  Railroad;  B.  H.  Dally,  assistant  general  freight  agent, 
Pennsylvania  Railroad;  H.  C.  Mitchell,  treasurer,  Bolz  Cooperage 
Corporation.  Board  of  Directors  for  two  years:  A.  P.  Versen; 
J.  L.  Power,  traffic  manager,  Simmons  Hardware  Company;  E. 
W.  Schrimpf,  traffic  manager,  Illinois  Glass  Company,  Alton,  111.; 
C.  P.  Bowsher,  district  freight  agent,  M.  K.  &  T.  Railroad; 
A.  L.  Browne,  general  agent  Manufacturers  Railway.  The  new 
officers  will  be  installed  at  a  meeting  to  be  held  December  6. 


The  November  meeting  and   dinner   of  tho  Traffic   Club   of 
Philadelphia  will  be  held  at  the  Bellevue-Stratford  Hotel,  Novem- 
ber 14.    Amendments  to  the  club  constitution  will  be  considered- 
and  a  nominating  committee  elected. 


INTERLOCKING  DIRECTORATES 

A.  T.  Perkins  has  filed  an  application  with  the  Commission 
asking  authority  to  continue  to  act  as  president  and  a  director 
of  the  Chicago,  Milwaukee  &  Gary  and  of  the  Apalachicola 
Northern.  George  H.  Williams  asked  authority  to  serve  as 
vice-president,  general  counsel  and  a  director  of  each  of  the 
companies  named  above.  R.  R.  Tompkins  asked  authority  to 
serve  as  assistant  secretary  and  a  director  of  each  of  the  com- 
panies named. 

William  F.  Peter  filed  an  application  asking  authority  to 
serve  as  assistant  general  counsel  of  the  Chicago,  Rock  Island 
&  Pacific  Railway  Company,  as  a  director  of  the  Burlington, 
Cedar  Rapids  &  Northern,  as  a  director  of  the  Chicago,  Terre 
Haute  &  Southeastern  and  as  valuation  counsel  of  the  Minne- 
apolis &  St.  Louis. 

The  Manufacturers  Railway  Company  of  St.  Louis  filed  an 
application  asking  that  certain  of  its  officers  be  permitted  to 
serve  as  officers  of  the  St.  Louis  #•  O'Fallon  Tai'^av  OornnsTiv. 

The  Atlantic  Coast  Line  has  filed  an  application  on  behalf 
of  certain  of  its  directors  and  officers  asking  for  suspension  as 
lo.  ihpm  nf  thp  provisions  of -paragraph  02-  at  Section.  JJQa  of.  .the. 


interstate  commerce  act  which  prohibit  interlocking  directorates 
of  railroad  companies  without  permission  of  the  Commission. 

Thomas  DeWitt  Cuyler,  a  director  of  the  Pennsylvania, 
Long  Island,  Santa  Fe,  New  York,  New  Haven  &  Hartford,  the 
New  York,  Ontario  &  Western,  and  the  Rutland,  filed  a  similar 
application  as  to  himself. 

W.  B.  Brooks  has  asked  permission  to  serve  as  director  and 
vice-president  of  the  Maryland  &  Pennsylvania  and  as  director 
and  president  of  the  Canton  Railroad  Co. 

The  Waterloo,  Cedar  Falls  &  Northern  and  the  Kansas 
City  Northwestern  Railway  filed  an  application  on  behalf  of 
Louis  S.  Cass,  president;  Mrs.  Francis  Hohl,  assistant  secre- 
tary, and  Charles  E.  Picket,  general  counsel,  asking  that  those 
named  be  permitted  to  hold  the  same  positions  in  both  com- 
panies. 

The  Atchison,  Topeka  &  Santa  Fe,  on  behalf  of  its  officials 
holding  positions  in  more  than  one  railroad  company;  Richard 
Billings,  president  and  director  of  the  Woodstock  Railway  Com- 
pany and  a  director  of  the  Boston  &  Maine;  and  Charles  Hay- 
den,  director  and  chairman  of  the  board  of  directors  of  the 
Chicago,  Rock  Island  &  Pacific  Railway  Company,  and  also  a 
director  of  the  Nevada  Northern  Railway,  the  Pere  Marquette, 
the  American  Railway  Express  Company,  and  the  Minneapolis 
&  St.  Louis,  have  filed  applications  with  the  Commission  asking 
suspension  of  the  provisions  of  the  transportation  act  prohibit- 
ing interlocking  directorates  on  and  after  January  1,  1922,  unless 
permission  is  granted  by  the  Commission. 

The  Ann  Arbor  Railroad  Co.  has  filed  two  applications  with 
the  Commission  asking  that  the  provision  in  the  transportation 
act  with  respect  to  interlocking  directorates  be  suspended  as 
to  its  officials  who  hold  positions  in  other  railroad  companies. 


MOVIE  FILM  TRAFFIC  MEN   ORGANIZE 

One  of  the  outgrowths  of  the  recent  threatened  general  rail- 
road strike  was  the  formation  by  the  National  Association  of 
the  Motion  Pitcutre  Industry,  Inc.,  of  an  emergency  national 
traffic  organization,  which  was  to  have  taken  care  of  the  ship- 
ments of  film  via  motor  truck,  trolley  line  and  water  in  case 
of  a  tie-up  of  the  railroads.  Since  the  passing  of  the  emergency 
it  has  been  decided  to  make  this  nation-wide  traffic  organization 
permanent,  so  as  to  be  prepared  for  any  emergency  which  may 
arise  in  the  future.  A  special  bulletin  has  been  sent  out  from 
the  headquarters  of  the  transportation  committee  of  the  National 
Association,  of  which  P.  H.  Stilson,  of  the  Famous  Players  Lasky 
Corporation,  is  chairman,  containing  the  personnel  of  the  traffic 
organization  in  each  exchange  center  and  containing,  also,  in- 
structicns  for  shipping  film  and  accessories  via  emergency  con- 
veyance in  the  event  of  any  future  interruption  to  railway  service. 


DISTRICT  COMMISSION  OFFICES  CLOSE 

The  Traffic   World   Washington  Bureau 

A  reorganization  of  the  engineering,  accounting  and  land 
sections  of  the  Bureau  of  Valuation  of  the  Commission  is  being 
carried  out,  as  the  result  of  the  valuation  work  having  been 
brought  to  the  point  where  the  greater  part  of  it  can  now  be 
handled  directly  from  Washington.  The  district  offices  of  the 
bureau  are  being  closed  and  the  engineering  board  will  be 
abolished. 

H.  M.  Jones,  formerly  district  engineer  at  Chattanooga,  has 
been  appointed  supervising  engineer  at  Washington.  He  will 
have  a  staff  of  engineers  under  him.  The  fleld  work  has  prac- 
tically been  completed.  The  Kansas  City,  Chattanooga  and  San 
Francisco  offices  of  the  bureau  have  been  closed;  the  office  at 
Chicago  will  be  closed  November  30.  The  closing  of  these 
offices  will  mean  the  removal  of  about  300  employes  to  Wash- 
ington. The  services  of  the  valuation  attorneys  will  be  dis- 
continued about  November  15. 

The  bureau  has  appointed  C.  C.  Witt,  former  district  engi- 
neer at  Kansas  City,  as  assistant  supervising  engineer  at  Wash- 
ington. W.  D.  Pence,  district  engineer  at  Chicago,  has  re- 
signed, effective  November  30.  Others  who  have  resigned  are 
R.  A.  Thompson,  of  the  San  Francisco  office,  and  Edwin  F. 
Wendt,  of  the  Washington  office. 


COMBINATION   COMMODITY    RULE 

Eugene  Morris,  chairman  of  the  Central  Freight  Association, 
announces  that  the  combination  commodity  rule  covered  by  C.  F. 
A.  Tariff  Bureau  Tariff  No.  228,  I.  C.  C.  U.  S.  1,  will  be  cancelled 
February  1  next,  instead  of  January  1,  on  GO  days'  nqtice.  "This 
postponement,"  he  says,  "was  necessary  because  it  developed 
that  it  was  impossible  to  work  out  all  details  in  time  to  permit 
the  60  days'  notice  of  cancellation  to  be  given." 

ALASKA  RAILROAD  EXTENSION 

The  Alaska  Anthracite  Railroad  Company  has  applied  to  the 
Commission  for  a  certificate  of  necessity  authorizing  the  Im- 
mediate extension  of  its  main  line  from  Its  present  completed 
terminus  on  Canyon  Creek  to  a  point  1%  miles  in  a  northeasterly 
direction  now  designated  by  the  Alaska  Pacific  Coal  Company  as 
.a  loading  paint. 


Novembei   5, 
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The  Kansas  City  S  oiither n  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


K   A   N   S    A 


SULPHUR  SPRINGS 
AM  SPRINGS 


/s,.      Ardmore 


HpDWN 
EXARKANA 

"wre \ 

cAboo  V 


Bolivar 

Gulf     of 


NORIHBOUND  THAFFiC 

Kansas  City  Southern  short  line  from  all  points  on  its  line,  also 
from       NEW  ORLEANS,  HOUSTON,  GALVESTON 
all  points  East  Texas  and  Louisiana 

TO  KANSAS  CITY 

One  Through  Manifest  Train  from  Port  Arthur,  Beaumont  and 
Lake  Charles  each  day,  making  third  morning  delivery  in  Kan- 
sas City. 

Two  Through   Manifest   Trains   from   points    Shreveport   and 
north,  making  second  day  delivery  in  Kansas  City. 
We  are  the  largest  handlers  of 

RICE,  SUGAR,  COFFEE 

from  this  producing  territory  to  Kansas  City  and  points  beyond 
and  via  our  various  connections  south  of  Kansas  City  to  their  dis- 
tributing territory.  Special  attention  given  to  these  commodities. 

ROUTE  YOUR  TRAFFIC  CARE 

The  Kansas  City  Southern  Ry. 

H.  A.  WEAVER.  G.  F.  A.  J.  F.  HOLDEN,  Vice-Pre>. 

Kansas  City,  Mo.  Kansas  City,  Mo. 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agtnttt 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  5.  Co. 

INTERCOASTAL  SERVICE 

Between  New   York,   Boston,  Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boston  Phil*.  New  York 

S.S.VIRGINIAN     NOT.    (  Nor.  II 

8.8.  MINNESOTAN    NOT.  1Z  Nor.  17 

8.8.  IOWAN   NOT.  It  NOT.  24 

8.8.  ALASKAN     Nor.  2*  Dee.    1 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  S.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom    and    Continent — Direct    Fort- 
nightly    Sailings 


Joint  Service*  with 

Hamburg-  American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  *MOUNT    CARROLL     ............................  NOT.  10 

8.8.  Ml  A  N  S  A      ........................................  NOT.  17 

S.S.  'MOUNT  CLINTON   ..............................  NOT.  14 

S.S.  tBAYERN     .......................................  Dec.    1 

S.S.  'MOUNT    CLAY    .................................  Dec.    8 

S.S.  fWUERTTEMBERG     ..............................  Dec.  15 

•Carries   third-class   passengers. 

fCabin   and    third-class    passengers 

LOADING  PIER  86,  NORTH   RIVER 

PHILADELPHIA  TO  HAMBURG  AND  BREMEN 

S.S.  SUDBURY   (Tia  Baltimore  and   Norfolk)  ...........  NOT.  It 

8.8.  CALLISTO    (Hamburg    only—  Tia    Baltimore)  .......  Dec.  1» 

BOSTON  TO  HAMBURG  AND  BREMEN 

S.S.  DEUTSCHFELD   (Hamburg  only—  via    Baltimore)  ..  .NOT.  2» 
S.S.  CLARKSBURG    (Tia  Baltimore   and  Norfolk)  .......  Dec.  22 

BALTIMORE  TO  HAMBURG  AND  BREMEN 

S.S.  CL*  RKSBURG    (Tia    Norfolk)  .....................  NOT.  ie 

S.S.  SUPBT'RY   (Tia  Norfolk)  ..........................  NOT.  24 

S.S.  DEUTSCHFELD    (Hamburg   only)  ..................  Dec.    8 

NORFOLK  AND  NEWPORT  NEWS  TO  HAMBURG 
AND  BREMEN 

S.S.  CLARKSBURG     ..................................  NOT.  12 

S.S.  SUDPURY    .......................................  NOT.  2« 

S.S.  CLARKSBURG    ...................................  Dec.  31 

NEW  ORLEANS  TO  HAMBURG 

8.8.  ADALIA    ...........  .  ...................  Early  November 

S.S.  AMASSIA     ...............................  Early  December 

Through  bills  of  lading  Tia  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli.    Port    Swrttenham,    Singapore,    Batavia. 

Samarang.    Soerabaya 
S.S.  HALF    MOON     ...................................  NOT.  25 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    I. 


NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

8.8.  HALF  MOON   ....................................  NOT.  K 

Loading    Pier    21,    Poach    Terminal,    Clifton.    8.    I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1020 
WESTERN   FREIGHT  OFFICE 

327  South  LaSallr  Street,  Chicago  Phone  Wabash  48*1 

BRANCH    OFFICES 

40  Central  Street,   Brs'on  Phone  Fort  Hill  30*4 

Bourse  Bldg..  Philadelphia  Phone  Lombard  70S! 

GENERAL    PACIFIC    COAST    AGENTS 
Williams.  Dimond  &  Co.,  310   Sansome  St..  San  Francisco 
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CLAYTON  ANTI-TRUST  ACT 

The  Traffic  World   Washington  Bureau 

The  Supreme  Court  of  the  United  States  will  review  the  de- 
cision of  the  Circuit  Court  of  Appeals,  which  dismissed  the  ap- 
plication of  the  Federal  Trade  Commission  for  an  order  direct- 
ing the  Fruit  Growers'  Express,  Inc.,  to  cease  and  desist  from 
its  violation  of  the  Clayton  anti-trust  law  found  by  the  Trade 
Commission  to  consist  of  contracts  with  railroad  companies 
under  which  the  latter  agreed  to  use  only  the  cars  of  the  express 
company  in  the  transportation  of  fresh  fruits  and  vegetables. 

The  Circuit  Court  held  that  the  Federal  Trade  Commission 
had  no  jurisdiction  because  the  eleventh  section  gives  jurisdic- 
tion to  the  Interstate  Commerce  Commission  in  matters  pertain- 
ing to  common  carriers  for  the  enforcement  of  the  third  section 
of  the  Clayton  anti-trust  act.  The  Circuit  Court  said  that  the 
contract  between  a  railroad  company  and  a  car-leasing  com- 
pany is  a  matter  pertaining  to  common  carriers,  because,  among 
other  things  in  that  contract,  the  railroad  companies  agree  to 
use  only  the  cars  of  the  Fruit  Growers'  Express  in  the  trans- 
portation of  fruits  and  vegetables. 

In  the  view  of  the  Federal  Trade  Commission  exclusive  con- 
tracts of  all  kinds  constitute  a  violation  of  the  Clayton  law,  be- 
cause they  tend  to  decrease  competition. 

DELTA  SOUTHERN  ABANDONMENT 

The  Traffic   World   Washington  Bureau 

The  Commission  has  authorized  the  Delta  Southern,  the  rail- 
roads of  which  have  been  operated  by  the  Southern  Railway  in 
Mississippi,  which  is  now  known  as  the  Columbus  &  Greenville, 
to  abandon  three  pieces  of  railroad,  constructed  in  1906  and  the 
following  year  and  operated  as  branches  of  the  Columbus  & 
Greenville  in  the  east  central  part  of  Mississippi,  with  a  main 
line  of  52.11  miles  and  spur  tracks  about  six  miles  in  length. 

The  original  cost  of  the  lines  that  are  to  be  abandoned  was 
$950,688.  Since  their  acquisition  the  Southern  Railway  has 
spent  on  them  $1,126,912  chargeable  to  capital  account,  the  last 
payment  being  $580,000  as  interest  on  the  bonds. 

In  the  middle  of  last  January  the  Columbus  &  Greenville 
gave  notice  that  it  would  not  longer  operate  the  branch  lines. 
Notwithstanding  that  notice  it  continued  to  operate  them  until 
June  19,  when  the  Columbus  &  Greenville  was  placed  in  the 
hands  of  a  receiver,  who  discontinued  the  operation  of  the 
branches. 

The  Southern  owns  all  the  stock  of  the  Delta  Southern  and 
holds  all  its  outstanding  bonds,  which  it  has  pledged  under  the 
Southern's  development  and  improvement  4  per  cent  gold  bonds. 
The  Delta  Southern,  in  its  application  for  permission  to  aban- 
don its  branch  lines,  says  the  effect  would  not  be  to  decrease 
the  value  of  its  capital  obligations.  The  branch  lines  have  never 
paid  even  operating  expenses.  The  property  to  be  abandoned 
will  be  sold  under  a  decree 'of  the  Federal  Court  for  the  southern 
district  of  Mississippi.  One  of  the  branch  lines  may  be  bought 
by  citizens  who  think  they  can  operate  it  successfully,  but  if 
no  arrangement  is  made  the  physical  property  will  be  sold. 


LUMBER  PENALTY  CHARGE 

The  Traffic   World    Washington  Bureau 

A  short  hearing  was  had  by  Examiner  Burton  Fuller,  Octo- 
ber 31,  on  I.  and  S.  1421,  in  which  the  Commission  suspended 
the  tariffs  of  the  Clover  Leaf  and  other  carriers  which  proposed 
to  cancel  the  $10  a  day  penalty  charge  on  lumber  held  for  re- 
consignment  more  than  48  hours.  Three  witnesses  were  heard, 
J.  W.  Graham,  for  the  Clover  Leaf;  J.  A.  Berle,  for  the  Alton; 
and  W.  B.  Brown,  for  the  Chicago,  Peoria  &  St.  Louis.  Much 
of  the  time  was  devoted  to  arguments  on  law  questions,  Henry 
A.  Middleton  for  the  Clover  Leaf  making  a  motion  to  dismiss 
the  proceedings  because  the  right  to  suspend  is  dependent  upon 
the  initiation  of  a  new  rate,  rule  or  regulation,  in  which  case 
the  burden  of  proof  is  upon  the  carrier  making  the  proposal. 
He  made  that  motion  before  offering  Graham  as  a  witness  and 
again  at  the  close  of  the  testimony. 

The  railroads  opposing  the  elimination  and  therefore  sup- 
porting the  suspension  did  not  put  in  any  testimony,  but  merely 
offered  the  record  in  the  formal  case  in  which  the  American 
Wholesale  Lumber  Dealers'  Association  attacked  the  penalty, 
on  which  hearings  were  completed  before  the  Clover  Leaf  filed 
the  cancellation  tariff.  They  were  represented  by  George  A. 
Allen,  of  the  Pennsylvania,  and  Mr.  Pierce,  of  the  Erie,  as  mem- 
bers of  a  committee  acting  for  the  carriers  other  than  those 
seeking  the  elimination.  Joseph  E.  Davies  and  Franklin  D.  Jones 
appeared  for  the  wholesale  lumber  dealers,  who  are  trying  to 
get  rid  of  the  penalty,  and  George  N.  Brown  for  the  lumber  in- 
terests that  are  trying  to  have  it  retained.  The  lumbermen  ap- 
peared as  interveners  in  the  suspensions  proceedings. 

Before  Mr.  Graham  took  the  stand  Mr.  Middleton  said  he 
did  not  want  it  understood  that  by  going  forward  in  the  case 
first,  that  he  acknowledged  the  burden  of  proof  to  he  on  the 
Clover  Leaf.  He  contended  that  mere  withdrawal  from  a  penalty 
tariff  of  that  kind  is  not  subject  to  suspension,  if  at  all,  under 
the  part  of  the  law  authorizing  the  suspension  of  a  new  rate, 
fare,  charge,  rule  or  regulation.  Mr.  Graham  testified  that  the 


emergency  to  cover  which  the  penalty  was  designed  passed 
just  about  a  year  ago  and  that  in  the  later  part  of  October, 
1920,  he  wrote  to  Agent  Fairbanks  about  cutting  out  the  pen- 
alty. He  said  Fairbanks  told  him  that  he  could  not  cancel  the 
penalty  before  about  December  15  and  that  inasmuch  as  it  ex- 
pired by  limitation  on  December  31,  advised  him  to  leave  it 
alone.  Graham  said  he  acquiesced  in  that  plan  and  did  not 
know  until  early  in  January  that  formal  attack  had  been  made 
on  the  $10  rate. 

"The  complaint  was  filed  in  September.  Wasn't  it?"  asked 
Mr.  Brown.  The  witness  admitted  that  he  had  been  told  that 
that  was  the  fact  hut  he  added  that  personally  he  did  not  know 
it  until  in  January. 

"Notices  from  the  Commission  are  served  on  you  and  the 
receiver.  Are  they  not?"  asked  Brown,  and  the  witness  admit- 
ted that  also  to  be  the  fact,  yet  he  said  he  doubted  whether  Re- 
ceiver Ross  knew  about  the  complaint  before  January. 

The  witness  said  he  considered  the  penalty  a  discrimina- 
tion against  lumber  which  could  have  been  justified  only  during 
a  car  shortage  and  congestion  in  traffic.  The  reconsignment 
fee,  he  said,  compensates  the  Clover  Leaf  for  the  work  done  to 
change  the  destination  of  the  car,  and  the  demurrage  tariff 
takes  care  of  the  carrier's  interest  in  case  of  car  detention. 

On  cross-examination  by  Brown  the  witness  admitted  that 
he  had  proposed  to  cancel  the  penalty  charge  in  an  effort  to 
obtain  revenue  for  the  Clover  Leaf,  which  Graham  also  admitted 
was  in  receivership.  Several  times,  during  the  direct  exami- 
nation, the  attorneys  for  the  other  railroads  asked  Mr.  Middle- 
ton  to  make  it  clear  on  the  record  that  Mr.  Graham  was  speak- 
ing only  for  the  Clover  Leaf. 

Mr.  Berle  said  that  the  Alton  was  not  in  favor  of  the  elemi- 
nation  but  had  been  forced  to  make  the  cancellation  to  meet 
the  competition  of  the  Clover  Leaf.  The  Chicago,  Peoria  &  St. 
Louis  also  proposed  the  elimination  to  bring  business  to  its 
rails. 


NEW  ENGLAND  DIVISIONS 

The  Traffic   World   Washington  Burcat, 

Attorneys  for  the  New  England  railroads  have  asked  the 
Commission  to  allow  them  to  re-argue  No.  11756,  Bangor  & 
Aroostook  et  al.  vs.  Aberdeen  &  Rockfish,  commonly  known  as 
the  New  England  division  case.  Their  theory  is  that  they  can 
show  the  Commission  that  it  misconceived  the  law  when  it 
held  that  it  could  not  deal  with  divisions  as  a  whole  but  would 
have  to  attack  them  atom  by  atom,  as  suggested  by  Commis- 
sioner Eastman  in  his  dissent;  that  the  Commission  surprised 
them  by  saying  in  its  report  that  they  had  not  shown  the  Com- 
missioners that  the  divisions,  when  established,  were  but  fair 
compensation  for  the  service  rendered,  and  that  since  their 
establishment  complainants  have  been  subjecetd  to  exceptionel 
operating  expenses  of  a  permanent  character;  and  finally  that 
the  general  summary  of  conclusions  by  the  majority  Commis- 
sioners conflict  with  the  great  preponderance  of  the  evidence. 

As  to  the  first  proposition,  that  the  Commission  cannot 
deal  with  divisions  "as  a  whole,"  the  attorneys  performed  the 
"Yankee  trick"  of  answering  by  asking  why,  if  the  Commission 
can  deal  with  rates  as  a  whole,  it  cannot  deal  with  divisions  in 
the  same  way?  They  said  the  Commission  was  empowered  to 
deal  with  the  rates  as  a  whole  so  that  all  the  railroads  in  a 
group,  as  a  whole,  should  receive  a  fair  return.  They  suggested 
that  the  New  England  roads  are  not  receiving  a  fair  return 
from  the  transportation  they  undertake  jointly  with  their  con- 
nections west  of  the  Hudson,  and,  therefore,  the  law  giving  the 
carriers  "as  a  whole"  reasonable  returns  is  not  being  carried 
out  when  the  Commission  denies  fair  and  equitable  divisions  to 
the  New  England  carriers. 

The  New  England  attorneys  said  the  Commission  had  mis- 
interpreted the  position  of  their  clients  when  it  understood 
them  to  contend  that  all  the  petitioners  were  entitled  to  the 
same  relief,  and  that  unless  all  the  New  England  carriers  were 
entitled  to  the  same  relief  no  relief  was  claimed,  nor  could  be 
granted  to  anyone.  They  pointed  out  that  each  petitioner  had 
made  a  case  for  itself  and  the  idea  that  the  proceeding  was 
just  one  case  on  behalf  of  all  was  a  misconception.  The  form 
of  having  all  proceed  at  one  time,  they  said,  was  adopted  merely 
to  save  time. 

As  to  coal,  fresh  meats  and  some  other  commodities  as  to 
which  they  did  not  ask  relief,  the  New  England  carriers  said 
they  had  refrained  from  asking  on  them  because  the  testimony 
they  were  prepared  to  offer  with  respect  to  them  was  not  fairly 
illustrative.  They  asked  relief  only  as  to  rates  which  their 
testimony  showed  to  'be  typical  and  illustrative. 


POMERENE   BILL  OF   LADING   ACT 

Senator  Pomerene  has  brought  to  the  attention  of  the  Senate 
interstate  commerce  committee  the  bill  (S.  2530)  carrying 
amendments  to  the  Pomerene  hill  of  lading  law  with  the  re- 
quest that  arrangements  be  made  for  hearings  thereon  at  the 
next  session  of  Congress,  which  begins  December  5.  He  said 
those  favoring  enactment  of  the  hill  desired  to  have  a  hearing 
as  soon  as  possible,  hut  that  he  realized  nothing  could  be  done 
at  the  present  session. 
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Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.  The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2M  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due  to  tuberculosis  is  more  than 
$500,000,000  annually. 
It  is  your  responsibility  to  combat 
this  human  and  economic  waste. 


Do  it  with  Christmas  Seals. 


Christmas  Se 


fistulas  Mail 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


I.  L  BURL1NGAME.  President 

W.  E.  McGARRY.  Vic-  Pr«.  and  Gen'l  Mgr. 

J.  C.  RYAN,  Traffic  Maniicr 


J.  F.  ROACH, 

Manager  Demurrage  Dept. 
A.  E.  HAID,  Counsel 


These  officers  have  had  years  of  experience  in  railroad 
service  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

We  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

We  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in  any  Court. 

We  trace  lost  or  delayed  shipments;  assist  in  securing 
cars  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

We  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  List  of  satisfied  clients  furnished  on 
request. 

Reference:  Union  Station  Trust  Co.,  St.  Louis,  Mo. 


North  China 
Line 

(Columbia  Pacific  Shipping  Company) 

if  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Yokohama, 

Kobe,  Shanghai,   Tsingtao,    Tientsin 

(Taku  Bar),  Chinwangtao  and 

Dairen 

Sailing*  Every  Tw«nty-on«  Daya  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  B.<  A-l  St..)  St..rr,.ra. 
SS  "VJNJTA"  November  21 

SS  "WEST  KADER"  December  12 

SS  "WEST  KEATS"  January  2 

SS  "EASTERN  SAILOR"      January  23 

Portland «-  Shanghai,  Manila  --d  Hongkong 

SS  "WEST  CAYOTfc"         December  17 

Transhipment   at   Shanghai    to   American    River   steamers   for 
Nanking.    Pukow.    Hankow    and     other     open 

YanirUe    River   ports. 
FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden    &    ChristeriSOn,    General  Ewtern  AgenU 

44  Whitehall  St..  New  York  City 
or    UNITED  AMERICAN  LINES,  Agent. 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 
Board  of  Trade  Building.   Portland.  Oregon 


Freight  and  Express  Claims 

Against  Common  Carriers 

FOR 

Loss,  Damage,  Injury,  and  Delay 

Can  be  turned  into  cash 


Your  claims  as  long  as  they  remain  uncollected  are  a 
liability.  Why  not  give  them  to  us  and  let  our  attorney 
who  has  specialized  in  this  work  for  years  make  them 
an  asset?  Write  us,  call  to  see  us,  or  phone  us  and 
we  will  have  a  representative  call  to  see  you  and  give 
you  any  information  you  may  desire  concerning  our 
organization,  our  facilities  for  successfully  doing  this 
work,  etc. 

The  Aard  Agency 

Freight  and  Express  Claim  Collection  Dept. 
J.  V.  DeLANEY,  Attorney  in  Charge 

CHICAGO  REFERENCES:  ..„  „,            . 

Foreman  Brother.  Bank  8   Westminster   Bldg. 

Central  Truil  Company  lin  C, 

Denney  A  Company  I1U  -50' 

Crutchfield.  Woo  I  folk  &  Clore  C\*ir*an 

F.  E.  Nrlli.  &  Company  UllCagO, 

M.  Piowaty  &  Sona 

S.  T.  Fish  A  Company 
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AR  SURPLUS  AND  SHORTAGE 


The  Traffic   World   Washington  Bureau 

The  average  daily  number  of  surplus  freight  cars  in  good 
order  dropped  below  the  100,000  mark  for  the  first  time  this  sea- 
son in  the  period  October  15-23,  according  to  the  weekly  report  of 
the  car  service  division  of  the  American  Railway  Association. 
The  total  was  99,971,  as  compared  with  121,944  cars  in  the  pre- 
ceding week,  a  decrease  of  21,973  cars. 

The  average  daily  shortage  increased  from  3,683  cars  to 
6,795  cars. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  24,704;  ventilated  box,  835;  auto  and  furniture  1,085; 
total  box,  26,624;  flat,  8,589;  gondola,  35,410;  hopper,  14,498;  all 
coal,  49,908;  coke,  5,369;  S.  D.  stock,  5,580;  D.  D.  stock,  178; 
refrigerator,  462;  tank,  406;  miscellaneous,  2,855. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  3.168;  ventilated  box,  5;  auto  and  furniture,  12; 
total  box,  3,185;  flat,  94;  gondola,  1,510;  hopper,  506;  S.  D.  stock, 
108;  D.  D.  stock,  8;  refrigerator,  1,370;  miscellaneous,  14. 


480;  live  stock  40,188  and  35,187;  coal,  212,219  and  225,950;  coke, 
6,647  and  and  15,587;  forest  products,  53,426  and  59,754;  ore, 
23,186  and  73,022;  merchandise,  L.  C.  L.,  236,640  and  210,354; 
miscellaneous,  338,985  and  349,484;  total  1921,  962,292;  1920,  1,008,- 
818;  1919,  977,051. 


LOADING  OP  REVENUE  FREIGHT 

The  Traffic   World   Washington  Bureau 

The  railroads,  in  the  week  ended  October  22,  established  a 
new  record  in  revenue  freight  loading  for  1921,  the  total  number 
of  cars  loaded  being  962,292,  an  increase  of  56,258,  as  compared 
with  the  preceding  week,  according  to  the  weekly  compilations 
of  the  car  service  division  of  the  American  Railway  Association. 
The  loading  was  the  largest  of  any  week  since  October  30,  1920, 
but  was  below  the  corresponding  week  in  1920,  when  the  total 
was  1,008,018. 

There  was  an  increase  of  approximately  2,500  cars  over  the 
previous  week  in  the  loading  of  grain  and  grain  products,  which 
was  about  20  per  cent  above  the  loadings  of  the  corresponding 
weeks  of  the  two  preceding  years.  The  total  loading  for  the 
weeks  ended  June  4  to  October  22,  both  inclusive,  show  1,101,458 
cars  of  this  commodity  loaded  during  1921,  as  compared  with 
807,257  and  896,781  cars  in  the  corresponding  periods  of  1920  and 
1919,  respectively. 

In  the  loading  of  live  stock  there  was  a  continued  gain  and 
the  largest  number  of  cars — 40,188 — loaded  since  the  week  ended 
November  20,  1919.  Coal  loading  rose  to  a  new  high  level  for 
the  year  and  exceeded  the  loading  of  any  week  since  December 
18,  1920.  Advance  reports  for  the  week  ended  October  29  indi- 
cate an  increase  of  about  5,000  cars,  or  a  production  of  about 
10,800.000  tons. 

There  was  a  further  slight  increase  in  coke  load'ng.  Ore 
loading  made  substantial  gains  in  the  Eastern  and  Allegheny 
districts.  Merchpndise,  L.  C.  L.,  and  miscellaneous  loading  made 
a  new  high  record  for  the  year  and  exceeded  the  loading  of  any 
week  back  to  the  corresponding  period  a  year  ago. 

Loading  by  districts  in  the  week  ended  October  22  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grfin  and  grain  products,  11,212  and  5,951; 
live  stock,  3,826  and  2.998;  coal,  54,207  and  62342;  coke.  2.194 
and  3.644;  forest  products,  4.560  and  7,150;  ore,  2768  and  10.503; 
merchandise,  L.  C.  L..  64632  and  50,090;  miscellaneous,  95,411 
and  111.560;  total,  1921,  238.810;  1920,  254.238;  1919,  240,685. 

Allegheny  district:  Grain  and  grain  products.  3  269  and 
2638;  live  stock,  3,734  and  3706;  coal,  59.330  and  67,208:  coke, 
2,537  and  7,022;  forest  products.  3334  and  3.399;  ore,  5775  and 
14.216;  merchandise,  L.  C.  L.,  47,569  and  40679;  miscellaneous, 
63,946  and  71,080;  total,  1921,  189,494;  1920,  209,948;  1919,  206,751. 

Pocahontas  district:  Grain  and  grain  products,  233  and  82: 
live  stock,  457  and  356;  coal,  25,696  and  23517;  coke,  202  and 
1,034:  forest  products.  1,248  and  1.710;  ore  (no  report  for  week 
ended  October  22),  209;  merchandise,  L.  C.  L,.,  5,698  and  5,456; 
miscell?neous,  4,202  and  4,927;  total,  1921,  37,736;  1920,  37,291; 
1919,  37,807. 

Southern  district:  Grain  and  grain  products,  3.584  and 
2690;  live  stock,  2339  and  2.010;  coal,  29289  pnd  28.490;  coke, 
601  and  1,361;  forest  products,  17.250  and  18.851;  ore,  451  and 
2,884;  merchandise,  L.  C.  L.,  40.574  and  35792:  miscellaneous, 
41,139  and  39,655;  total,  1921,  135.227;  1920,  131.733;  1919.  133.297. 

Northwestern  district:  Grain  and  grain  P'oducts.  15069  and 
13357;  live  stock,  10.370  and  10,144;  coal,  12,575  and  12,096;  coke. 
717  and  1,862;  forest  products,  11,860  and  14,204;  ore,  12,509 
and  41,507;  merchandise,  L.  C.  L.,  29.034  and  28,906;  miscella- 
neous, 41,737  and  42,025;  total,  1921,  133,871;  1920,  164,101;  1919, 
151,136. 

Central  Western  district:  Grain  and  grain  products,  13,095 
and  10.668;  live  stock,  15,895  and  13324;  coal.  25.209  and  25,043; 
coke,  216  and  493;  forest  products,  7,516  and  6.852;  ore,  738  and 
3071;  merchandise,  L.  C.  L.,  32.552  and  31,767;  miscellaneous, 
59,122  and  49.839;  total,  1921,  154343;  1920,  141,057;  1919,  144,019. 

Southwestern  district:  Grain  and  grain  products,  4,539  and 
4,094;  live  stock,  3,567  and  2.649;  coal.  5.913  and  7,254;  coke,  180 
and  171:  forest  products,  7,658  and  7,588;  ore.  945  and  632;  mer- 
chandise L.  C.  L.,  16.F81  and  17664;  miscellaneous,  33,428  and 
30,398;  total,  1921,  72,811;  1920,  70,450;  1919,  63,356. 

Total,  all  roads:     Grain  and  grain  products,  51,001   and  39,- 


OPERATING  STATISTICS 

The   Traffic   World   Washington  Bureau 

In  a  report  on  freight  and  passenger  service  operating  sta- 
tistics covering  165  Class  I  steam  roads,  exclusive  of  switching 
and  terminal  companies,  for  August  and  the  eight  months  ended 
with  August,  the  Commission  shows  that  for  August  there  were 
30,387,000,000  net  ton-miles,  as  against  42,734,000,000  in  August, 
1920.  The  average  number  of  freight  cars  on  line  daily  was 
2,452,046,  as  against  2,408.262  in  August,  1920,  and  the  number 
of  cars  stored  totaled  207,799  in  August,  as  against  1,616  in 
August,  1920. 

The  car-miles  per  car-day  amounted  to  22.7  in  August,  as 
against  27.5  a  year  ago.  Net  tons  per  loaded  car  totaled  27.4, 
as  against  29.8  in  August,  1920.  Net  tons  of  coal  consumed  in 
road  service  amounted  to  5,591,866,  as  against  7,463,124  in  Au- 
gust, 1920. 

In  the  passenger  service  the  passenger  train  car-miles  to- 
taled 302,892,000  in  August,  as  against  324,501,000  in  August, 
1920.  Net  tons  of  coal  consumed  totaled  2,479,005,  as  against 
2,768,783  in  August,  1920. 

In  the  eight  months  ended  with  August  there  were  222,- 
345,000,000  net  ton-miles,  as  against  293,856,000,000  in  the  eight 
months  of  1920. 

The  average  number  of  freight  cars  on  line  daily  amounted 
to  2,420,628,  as  against  2,491,968  in  the  1920  period,  and  the 
number  of  cars  stored  totaled  302,303  in  the  1921  period,  as 
against  7,528  in  the  1920  period.  Car  miles  per  car-day  amounted 
to  21.7,  as  against  24  in  the  first  eight  months  of  1920,  and  the 
net  tons  per  loaded  car  totaled  27.9,  as  against  28.8  in  the  1920 
period.  Net  tons  of  coal  consumed  amounted  to  45,248,013,  as 
against  58,417,602  in  the  1920  period. 

In  the  passenger  service  the  passenger  train  car-miles  to- 
taled 2,312,970.000  in  the  1921  period,  as  against  2,360,432,000  in 
the  1920  period.  Net  tons  of  coal  consumed  in  the  passenger 
road  service  amounted  to  20,538,315  in  1921,  as  against  22,299,001 
in  the  1920  period. 


CAR  SUPPLY  SUMMARY 

In  his  summary  of  general  conditions  at  the  end  of  October, 
M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  said: 

Box  cars:  Surplus  plain  box  cars  in  good  order  at  the  end  of 
September  were  25,860,  a  decrease  of  35  per  cent  in  the  previous  two 
weeks.  The  shortage  reported  was  1,907  cars,  as  against  3.178  cars 
two  weeks  before,  indicating  a  better  distribution  of  available  cars. 
Box  car  loading  continues  heavy  in  the 'West  and  South,  with  some 
increased  demand  in  other  sections.  Give  special  attention  to  observ- 
ance of  Car  Service  Ruies  in  furnishing  cars  for  loading. 

Automobile  Cars:  Further  decrease  in  surplus  reported.  Cars  of 
this  type  should  be  worked  home  or  into  automobile-producing  terri- 
tory as  requirements  may  necessitate. 

Ventilated  box  cars:  Demand  increasing.  Return  promptly  to  own- 
ers unless  other  special  instructions  in  effect.  Do  not  load  with  dead 
freight  except  in  direction  of  home. 

Stock  cars:  Loading  continues  to  increase.  Return  cars  to  owners 
promptly  and  report  any  'surplus  available  for  general  distribution. 

Refrigerator  cars:  Loading  of  fruits  and  vegetables  in  California. 
Colorado  and  the  northwestern  states  for  the  first  twenty  days  of 
October  was  over  forty  per  cent  in  excess  of  last  year,  and  is  running 
well  ahead  of  September.  This  is  being  accomplished  with  less  cars 
than  were  available  a  year  ago.  This  makes  it  essential  that  every 
available  car  be  used:  that  bad  order  cars  be  repaired;  that  the  move- 
ment of  empties  as  well  as  loads  be  expedited;  that  refrigerators  be 
not  used  for  dead  freight,  and  that  all  terminal  delays,  loading,  unload- 
ing and  switching,  be  reduced  to  the  absolute  minimum.  The  distribu- 
tion of  cars  will  be  PS  directed  by  the  Refrigerator  Department. 

Open  top  cars:  Estimated  coal  production  for  week  ending  Octo- 
ber 22  was  10.600.000  tons,  an  increase  of  9  per  cent  over  week  of  Octo- 
ber 15th.  The  surplus  open  top  cars  available  and  suitable  for  coal 
loading  have  been  almost  exhausted  and  some  roads  reported  actual 
shortage  during  the  latter  part  of  the  week.  It  will  be  necessary 
that  the  roads  as  a  whole  give  special  attention  to  the  matter  of 
prompt  loading,  unloading,  movement  and  repairs  to  open  top  cars  and 
to  the  handling  of  such  cars  generally  in  accordance  with  Car  Service 
Rules. 

Flat  cars:  The  number  of  flat  cars  reported  surplus  as  of  Octo- 
ber 15  was  11,436. 

A   slight  increase  in   the  orders  for  flat  cars  has  been  noted. 

They  should  be  loaded  to  fullest  possible  extent  to  and  in  the 
direction  of  the  owning  line  or  sent  home  empty  in  accordance  with 
Car  Service  Rules. 

VALLEY  &  SILETZ  STOCK 

The  Commission  has  granted  authority  to  the  Valley  & 
Siletz  Railroad  Co.  to  issue  $700,000  of  capital  stock  to  be  ex- 
changed for  outstanding  notes  and  interest.  The  carrier  is  in- 
corporated under  the  laws  of  Oregon  and  has  issued  $300,000  of 
an  authorized  $1,000,000  of  capital  stock.  It  has  no  funded  debt, 
according  to  the  report,  but  has  outstanding  demand  notes  in 
the  aggregate  face  amount  of  $673,000  on  which  interest  has  ac- 
crued in  the  sum  of  $192,547.44,  making  a  total  of  $866,347.44. 
These  notes  are  held  by  the  stockholders  of  the  company  and 
represent  funds  loaned  principally  for  the  construction  of  the 
road.  The  stock  will  be  applied  on  this  indebtedness. 
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MUSKOGEE,  OKLA. 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT  ? 


Ne' 


If  «o,  let  us  figure  yourl  aid-down  cost.     If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

'scrviro  fnmnanv    A-  c-  SHERRARD,  Manager 

OeiTICe   Company,    Steamship  Aienla.  Cu.lom,  Broke...  For.ardin,  A(enls 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 
Agents  Throughout  the  World.  Phone  Harrison  1048 

York       Boston       Philadelphia        Baltimore        New  Orleans       Seitlle       San  Francisco 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out   of  Dallas  to   Laredo  for 
Mexican  points.    Goods  consigned  in  OUT  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .    .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas          El  Paso,  Texas          Eagle  Pasa,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  urn  for  full  particular*  and  requett 
a  copy  of  our  shipping  inttructiont. 


R.  B.  YOUNQ.  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-314-316  WILLIAMSON  STREET 


P.  0.  Boi  985 


General       Storage  —  Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers— Track    Connections    with    all     Railroads    and     Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4683  SAVANNAH,    QA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City   Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage  Carlor  d  Distribution 

Members  American  Warehousemen's  Association  and  Am.  r|a»  i  Chain  o[  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co.,  £± 
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COAL  POOLING  ARRANGEMENT 

The  Traffic   World   Washington  Bureau 

Attack  on  the  legality  of  the  demurrage  part  of  the  arrange- 
ment for  pooling  coal  sent  to  tidewater  and  consigned  to  the 
Lambert's  Point  Coal  Exchange  has  been  begun  by  the  large  mine 
operators  on  the  Norfolk  &  Western.  In  a  complaint  prepared 
for  thorn  by  Karl  K.  Gartner,  which  will  be  known  as  Smokeless 
Fuel  Company  et  al.  vs.  Norfolk  &  Western,  when  it  is  docketed 
by  the  Commission,  the  complainants  make  the  point  that  the 
demurrage  which  they  had  to  pay  by  reason  of  their  being  com- 
pelled by  the  railroad  to  joint  the  exchange,  was  illegal  in  that 
it  exceeded  the  demurrage  that  would  have  accrued  under  the 
tariffs  of  the  railroad  company. 

Gartner  contends  that  the  contract  under  which  the  pooling 
was  carried  on  was  void  for  want  of  a  consideration,  and  even 
if  it  was  a  contract  that  it  could  not  be  enforced  because,  by 
means  of  it,  the  Norfolk  &  Western  exacted  as  demurrage  charges 
on  cars  that  were  not  actually  detained  and  at  rates  higher  than 
allowed  by  tariffs.  Another  point  made  by  the  complainants  is 
that  even  if  the  contract  was  one  that  could  have  been  required, 
the  proper  way  to  have  assessed  the  demurrage  would  have  been 
to  have  apportioned  it  according  to  the  percentage  of  the  whole 
amount  pooled  the  contribution  of  each  other  operator  repre- 
sented. Instead  of  assessing  demurrage  in  that  way,  it  was 
assessed  on  the  theory  that  when  a  certain  car  was  released  it 
represented  an  equivalent  car  of  coal  that  might  still  be  unloaded. 

In  brief,  the  complaint  contends  that  the  operators  were 
forced  into  the  arrangement  as  a  condition  nrecedent  to  the 
railroad  performing  the  service  it  offered  the  public  by  its  tariffs; 
and  that  the  whole  arrangement  was  illegal  and  of  no  valid 
effect  because  not  properly  filed  as  a  tariff  arransement;  and 
that  the  demurrage  charges  resulting  were  unreasonable  and 
that  reparation  should  be  made. 


The  effect  of  this  decision  is  not  simply  to  vacate  the  July 
assessment  of  the  executive  council,  but  to  reduce  last  year's 
valuation  10  per  cent,  so  that  the  taxes  on  Iowa  railroads,  in- 
stead of  being  increased  15  to  25  per  cent,  will  be  reduced  10 
per  cent,  and,  according  to  the  intimation  of  the  court,  will  then 
be  higher  than  they  should  be  of  right,  and  therefore  may  be 
subject  to  further  reduction  on  the  final  hearing  of  the  cases. 


IOWA  RAILROAD  TAX  CASES 

The  TTn'ted  S*ates  Court  at  Des  Moines,  Iowa,  presided  over 
by  Circuit  Jur!ge  Stone,  of  Mipsonri,  sitting  with  District  Judges 
W?d<v  of  Iowa,  and  Hunger,  of  Nebraska,  has  just  announced  a 
decis'on  of  importance  in  the  matter  of  taxation. 

In  every  western  state,  except  Minnesota,  railroads  are 
Pp<-^oo-ri  or  a  vpluat'on  of  thejr  property  made  by  some  state 
authority.  In  Iowa  this  assessment  board  is  called  the  execu- 
tive council,  and  consists  of  Governor  Kendall  and  three  other 
state  offic  als.  On  this  valuation  the  railroads  pay  the  same  tax 
rates  as  other  property  in  each  locality  where  their  roads  are 
situated. 

In  Iowa  farm  lands  and  general  property  are  assessed  for 
taxation  below  their  actual  value,  and  the  railroads  contended 
before  the  executive  council  that  this  should  be  regarded  in 
making  a  valuation  of  railroad  property.  The  council  not  only 
refused  to  take  that  fact  into  consideration,  but  at  its  July 
session  largely  increased  the  assessments  of  the  leading  com- 
panies, which  appealed  to  the  federal  court  for  relief.  The 
three  judges  concur  in  the  decision,  which  in  substance  is  as 
follows: 

The  laws  of  Iowa  require  that  railway  property  and  farm  lands 
and  all  other  property  shall  be  valued  for  tax  assessment  at  "actual 
value."  This  prohibits  Inequality  of  treatment.  Intentional,  delib- 
erate assessment  of  different  classes  of  property  at  different  per- 
centages of  actual  value  results  in  equality;  constitutes  unlawful 
discrimination;  if  forbidden  by  the  Iowa  law,  and  therefore  by 
the  national  constitution. 

There  is  no  question  that  farm  land  values  in  Iowa  are  lower 
than  they  were  in  1919  and  1920,  but  they  are  much  in  excess  of  $76.66 
an  acre,  which  was  the  amount  fixed  by  the  executive  council  as  their 
actual  value  for  taxation  purposes.  The  evidence  embraces  a  state- 
ment of  all  recorded  land  deeds  from  January  1.  1920,  to  August 
1,  1921,  in  97  out  of  99  counties,  and  includes  33,686  transfers  cover- 
ing 4,281,247  acres,  showing  an  average  sale  price  of  $214.66  an  acre. 

The  United  States  census  report  for  1920  shows  the  average 
value  of  all  farm  lands  in  Iowa  to  be  $227  an  acre.  The  average 
actual  value  of  all  Iowa  farm  lands  for  1921  cannot  be  less  than 
$125  an  acre,  and.  therefore,  the  valuation  for  tax  purposes  does 
not  exceed  three-fifths  of  the  actual  market  value. 

The  valuations  of  the  railway  property  as  fixed  by  the  executive 
council  are  much  in  excess  of  three-fifths  of  actual  value. 

No  one  will  seriously  contend  that  the  actual  value  of  the  rail- 
roads, measured  by  any  standard,  has  increased  in  1921  over  the 
values  in  1917,  1918,  1919  or  1920,  and  yet  the  executive  council  largely 
increased  the  valuations  .over  those  years. 

It  is  a  matter  of  common  knowledge  that  the  future  of  the  rail- 
ways of  the  country  is  this  year  gravely  uncertain,  and  that  in 
921,  with  the  rate  problem,  the  wage  problem  and  shortage  of 
freight  and  passenger  business,  the  value  of  railways  is  at  a  low 
level. 

Actual  railway  values  increase  and  decrease  from  year  to  year 
as  do  the  values  of  other  property,  depending  upon  times  and  con- 
ditions. 

The  evidence  is  convincing  that  the  executive  council  inten- 
tionally and  knowingly  discriminated  against  each  of  such  com- 
plainants and  in  favor  of  farm  lands,  in  fixing  the  assessed  valua- 
tion of  the  property  of  such  complainants,  and  that  such  discrim- 
ination has  continued  for  years. 

While  there  Is  evidence  tending  to  show  that  each  of  them 
may,  on  full  and  final  hearing,  be  entitled  to  relief  in  a  measure  be- 
yond that  here  accorded,  we  deem  it  highly  proper,  in  these  tem- 
porary orders,  to  restrict  that  relief  to  the  measure  which  the  evi- 
dence clearly  and  convincingly  establishes. 

Such  measure  is  a  reduction  of  the  assessment  made  by  the 
executive  council  to  a  value  equal  to  90  per  cent  of  the  value  as- 
sessed against  each  of  them  for  the  taxing  year  of  1920. 


FRUIT  AND  VEGETABLE  SHIPMENTS 

The   Tragic   World    Washington  Bureau 

Carlot  shipments  of  fruit  and  vegetables  are  beginning  to 
show  a  seasonal  decrease,  according  to  the  Bureau  of  Markets 
and  Crop  Estimates  of  the  Department  of  Agriculture,  which 

says: 

Total  car-lot  shipments  of  12  leading  lines  of  fruits  and  veg- 
etables for  the  week  ending  Oct.  22  showed  a  decrease  of  about 
2,600  cars  from  last  week's  heavy  movement.  Nearly  25,000  cars 
were  shipped,  three-fourths  of  which  carried  potatoes  and  apples. 
Heavier  fruit  shipments  a  year  ago  brought  last  season's  total  for 
the  same  week  to  27,280  cars. 

Potatoes. — Car-lot  shipments  of  potatoes  continued  above  the 
10,000  mark  and  are  one-third  heavier  than  a  year  ago,  but  slightly 
less  than  last  week.  Minnesota  and  North  Dakota  are  the  heaviest 
shipping  States  in  the  West  and  Maine  and  New  York  in  the  east- 
ern section,  these  four  States  having  furnished  more  than  half  the 
week's  supply. 

The  season's  potato  shipments  to  Oct.  22  comprised  111,709  car- 
loads, compared  with  88,377  last  season.  The  4-year  average  of 
shipments  after  Oct.  22  is  about  63.000  cars,  but  last  season  107,421 
cars  were  shipped  after  Oct.  22  as  a  result  of  the  heavy  crop.  If 
later  shipments  conform  more  nearly  to  the  average,  as  would  be 
anticipated  with  a  crop  25,000  bushels  below  the  average  yield,  the 
carlot  movement  during  the  rest  of  the  season  will  proceed  in  much 
lighter  volume. 

Apples. — Boxed  apple  shipments  for  the  week  were  5,109  cars, 
slightly  less  than  last  werk,  but  50  per  cent  heavier  than  for  the 
same  period  a  year  aso.  Washington  continued  to  be  the  heaviest 
shipping  State  and  New  York,  with  1,271  cars,  shipped  more  than 
half  of  the  total  from  barreled  sections. 


EXPRESS  TARIFF   SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission,  in  I.  and  S.  No.  1432,  has  suspended  to 
March  1,  1922,  American  Railway  Express  Company's  tariff, 
I.  C.  C.  No.  1500,  thereby  stopping  what  protestants  contend 
is  an  effort  by  the  express  company  to  write  into  a  tariff  what 
it  conceives  to  be  the  law  applicable  to  a  situation  that  may 
arise  when  the  express  company  stops  a  shipment  before  it 
reaches  final  destination  or  when  it  surrenders  to  the  shipper 
the  package  before  it  leaves  the  point  of  shipment,  rather  than 
leave  the  question  of  the  measure  of  the  shipper's  liability  under 
each  situation  as  it  arises  if  and  when  trouble  arises  from  com- 
pliance or  attempt  at  compliance  with  the  shipper's  instruction. 
According  to  the  memorandum  as  to  the  rule  prepared  by  the 
Commission: 

The  suspended  schedule  requires  that  when  shipper  requests  a 
shipment  stopped  in  transit  before  delivery  to  consignee,  or  sur- 
render of  same  at  point  of  shipment  after  receipt  has  been  issued, 
the  shipper  execute  an  agreement  to  pay  all  charges  and  to  indemnify 
the  carrier  and  to  save  said  carrier  harmless  fiom  any  suit  or  legal 
proceedings,  loss,  damage,  liability,  expense,  counsel  fees,  cost  and 
chaiges,  arising  from  or  caused  by  complying  or  attempting  to  com- 
ply with  such  request. 

G.  T.  W.  PURCHASE  OF  LANSING  R.  R. 

The  Traffic   World   Washington  Bureau 

The  Commission  has  dismissed  an  application  of  the  Grand 
Trunk  Western  Railway  Company  for  authority  to  incur  in- 
debtedness in  connection  with  its  purchase  of  the  Lansing  Con- 
necting Railroad,  on  the  ground  that  the  proposed  execution  of 
a  contract  for  the  purchase  of  the  property  is  not  within  the 
provisions  of  section  20-a  of  the  interstate  commerce  act. 

"It  appears,"  the  Commission  said,  "that  the  applicant  does 
not  propose  to  issue  any  note  or  notes  covering  the  deferred 
payments,  and  is  not  to  assume  obligation  or  liability  as  lessor, 
lessee,  guarantor,  indorser  or  otherwise  in  respect  of  the  secu- 
rities of  the  Lansing  Connecting  Railroad.  It  therefore  appears 
that  the  only  'security'  for  the  issue  of  which  authority  is  sought, 
is  the  final  agreement  into  which  the  applicant  contemplates  en- 
tering with  the  Lansing  Connecting  Railroad.  This  is  not  regarded 
with  the  Lansing  Connecting  Railroad.  This  is  not  regarded 
as  a  security  within  the  meaning  of  paragraph  2  of  section  20-a 
of  the  interstate  commerce  act  and  we  are  of  the  opinion  that 
we  have  no  jurisdiction  over  the  contract  or  agreement  in  ques- 
tion. We  are  not  here  passing  on  the  question  of  our  authority 
under  other  provisions  of  the  interstate  commerce  act." 


LOANS  TO   RAILROADS 

The  Commission  has  approved  a  loan  of  $785,000  to  the  re- 
ceiver of  the  Chicago  &  Eastern  Illinois  Railroad  Co.,  and  a  loan 
of  $128,000  to  the  Central  Vermont  Railway  Co.  The  loan  to 
the  Chicago  &  Eastern  Illinois  is  partially  to  reimburse  the  re- 
ceiver for  sums  expended  by  him  for  maturing  indebtedness,  and 
for  equipment,  and  other  additions  and  betterment.  The  Cen- 
tral Vermont  will  use  its  loan  to  meet  the  maturity  of  its  first 
mortgage  bonds. 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Complete 
Organization 


Forwarding 


Distribution 


Modern 
Facilities 


Clean  and  Well 

Ven  ila'ed 

Warehoiues 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 


COFFEE  IMPORTERS 

GALVESTON 

Since  the  re-establishment  of  rail  rates  has  now  given  Galveston  rates  com- 
petitive with  other  ports  based  on  geographical  position,  quantities  of  coffee  are 
now  being  routed  from  Brazil  to  Galveston  for  distribution  to  points  in  the 
Mississippi  Valley  and  West  of  the  Mississippi  River. 

Shipments  can  be  handled  for  immediate  reconsignment  or  for  storage  and 
concentration.  If  the  latter  is  desired  our  services  are  combined  with  those  of 
the  Concentration  Company,  whose  advertisement  appears  on  this  page. 

Our  organization  is  strictly  a  Galveston  organization,  conversant  with  all 
facilities  at  this  port.  This  feature  alone  is  worth  considerable  to  our  clients  in 
prompt  forwarding. 


CCRRESPCNDENCE  SOLICITED 


THE  STONE  FORWARDING  CORPORATION 


220— 21st  Street  Galveston 

Forwarders  and  Customs  Brokers 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


RATE  COMMITTEES  DEFENDED 

Editor  The  Traffic  World: 

•  I  was  very  much  interested  in  reading  Mr.  Reiser's  letter 
in  The  Traffic  World  of  October  29,  regarding  the  standing  rate 
committees. 

The  science  of  rate  making  is  far  from  perfect,  as  we  all 
realize,  but  I  believe  that  the  standing  rate  committees  of  the 
railroads  are  doing  the  best  they  can  under  the  circumstances. 
There  is  no  question  but  that  they  are  swamped  with  applica- 
tions for  rate  changes,  and  action  on  many  of  the  applications 
is  apparently  unduly  delayed.  I  have  found,  however,  in  the 
majority  of  instances,  that  the  propositions  we  have  placed  be- 
fore these  committees  have  been  handled  promptly  and  con- 
scientiously. It  is,  of  course,  desirable  to  speed  up  the  work 
if  possible,  and  I  have  no  doubt  but  that  they  are  doing  every- 
thing in  their  power  to  bring  this  about. 

E.  M.  Hendricks,  Traffic  Manager, 
Commerce  Association  of  Aberdeen. 
Aberdeen,  S.  D.,  Oct.  31,  1921. 


REPARATION  ON  VEGETABLE  OILS 

Editor  The  Traffic  World: 

We  refer  to  the  article  appearing  in  The  Traffic  World, 
October  22,  page  811,  the  caption  reading,  "Reparation  on  Vege- 
table Oils." 

We  understand  from  this  that  the  Railroad  Administration 
holds  the  theory  that  the  case  on  behalf  of  the  Director-General 
had  not  been  fully  developed  because  of  the  shippers,  in  effect, 
had  warned  the  railroad  traffic  officials,  on  whom  the  Director- 
General  would  have  to  depend  for  the  making  of  his  case,  that 
if  they  did  not  obey  the  order  of  the  Commission  and  make 
reparation,  or  if  they  testified  in  behalf  of  the  Director-General, 
they  would  be  made  to  suffer  the  loss  of  traffic. 

While  it  is  not  indicated  that  this  theory  is  applied  to  our 
cases  (dockets  (10599-10600),  it  is  well  to  note  that  there  is 
nothing  in  the  record  to  give  such  theory  any  support. 

Therefore,  we  ask  you  to  publish  our  advice  that  this  com- 
pany did  not  at  any  time  warn  or  threaten  the  corporate  car- 
riers or  their  officials  either  in  the  matter  of  paying  the  repara- 
tion ordered  by  the  Commission  in  these  dockets,  or  in  respect 
to  their  giving  testimony  at  the  rehearings  in  behalf  of  the 
Director-General.  We  also  understand  that  the  carriers'  repre- 
sentatives have  not  interpreted  any  negotiations  they  may  have 
had  with  other  shippers,  nor  were  in  any  way  influenced  in  the 
manner  suggested  by  the  Railroad  Administration. 

The  Procter  &  Gamble  Co., 
By  R.  B.  Phillips,  Manager  Traffic  Department. 

Cincinnati,  O.,  Oct.  31,  1921. 


PERFECT  PACKAGE  MONTH 

Editor  The  Traffic  World: 

The  greatest  educational  campaign  and,  at  the  same  time, 
the  most  comprehensive  co-operative  movement  ever  undertaken 
by  the  carriers  of  the  country  is  the  "Perfect  Package  Move- 
ment." It  is  a  long  step  in  the  right  direction, 

Any  movement  is  bound  to  be  beneficial  which  has  for  its 
purpose  closer  co-operation  between  shipper  and  carrier  in  fos- 
tering better  methods  of  preparing  shipping  documents,  and  in 
packing,  marking  and  forwarding  shipments.  This  particular 
movement  is  the  acme  of  concentrated  effort  and  is  certain  to 
be  doubly  effective. 

Locally  and  throughout  the  state,  we  are  so  impressed  with 
the  possibilities  of  the  plan  that  we  are  bending  every  effort 
to  impress  on  all  concerned  the  many  and  far-reaching  benefits 
that  will  result  from  carrying  out  the  campaign  outlined.  We 
have  advocated  the  matter  before  the  Wisconsin  Traffic  League, 
which  will  encourage  state-wide  publicity  and  co-operation.  The 
Traffic  Club  of  Oshkosh  recently  held  a  successful  informal  ban- 
quet and  smoker,  at  which  time  the  "Perfect  Package  Move- 
ment" was  explained  to  the  various  shippers  present  by  a  promi- 
nent railroad  official  (Mr.  Chas.  H.  Dietrich).  The  Traffic  Club 
has  also  arranged  for  a  meeting  the  first  part  of  November,  at 
which  time  an  expert  in  packing,  marking  and  sealing  of  pack- 
ages will  present  actual  demonstrations  of  the  most  up-to-date 
methods  in  vogue. 

Considerable  publicity  has  already  been  given  this  move- 
ment through  the  local  press,  and  the  press  will  be  advised  from 
time  to  time  of  the  progress  that  is  being  made. 


All  local  officials  of  the  railways  and  the  express  company, 
traffic  department  officers  of  the  Association  of  Commerce  and 
the  officers  of  the  Traffic  Club  will  call  on  our  principal  shippers 
in  a  body  for  the  purpose  of  making  a  personal  appeal  in  the 
interest  of  perfect  packing,  perfect  containers,  perfect  marking, 
and  perfect  shipping  documents. 

When  representatives  of  shippers  and  carriers  meet  on 
friendly  ground  for  the  furtherance  of  a  common  cause,  the  ulti- 
mate good  that  will  ensue  is  beyond  imagination.  Therefore, 
we  must  not  overlook  one  of  the  most  important  features  of 
the  "Perfect  Package  Movement,"  and  that  is  the  opportunities 
it  opens  for  further  co-operation  in  matters  of  equal  interest  to 
both  shippers  and  carriers. 

A  nation-wide  co-operative  movement  saving  for  its  purpose 
a  reduction  in  the  amount  of  claims  should  be  the  next  plan 
to  engage  our  attention.  Shippers  do  not  generally  realize  the 
vast  amount  of  money  that  is  spent  yearly  in  the  payment  of 
claims  and  which  they  eventually  absorb.  Let  us  therefore 
advocate  a  "Reduction  in  Claims  Movement,"  which,  if  carried 
out,  would  effect  a  saving  to  shippers  and  carriers  of  approxi- 
mately $10,000,000  per  annum. 

In  conclusion,  I  desire  to  invite  attention  to  the  fact  that 
the  "Perfect  Package  Movement'  does  not  include  shipments 
via  parcel  post.  I  believe  this  was  an  oversight,  for  the  reason 
that  over  2,500,000,000  parcels  are  handled  annually  by  the  par- 
cel post.  In  this  connection  Will  H.  Hays,  the  Postmaster  Gen- 
eral, states  that  "we  ought  to  have,  by  all  means,  constructive 
criticism  and  suggestions  for  improvement  from  the  business  of 
the  country.  I  wish  I  could  impress  upon  business  nitn  how 
earnestly  the  postal  management  is  looking  for  suggestions,  con- 
structive criticism,  and  complaints  of  poor  service.  We  want 
these  for  a  purpose — that  there  may  be  action  on  them.  This 
is  absolutely  the  one  best  way  to  improve  the  service."  It  is  a 
fact  not  generally  known  that  a  traffic  expert  from  one  of  the 
big  railroads  of  the  Northwest  is  today  Second  Assistant  Post- 
master-General. Let  us,  therefore,  take  the  Postmaster-General 
into  our  confidence  on  the  next  nation-wide  co-operative  move- 
ment and  obtain  his  advice,  suggestions  and  co-operation. 

C.  M.  Starks,  Traffic  Manager,  Association  of  Commerce. 

Oshkosh,  Wis.,  Oct.  28,  1921. 


GOOD  WILL  FOR  THE  RAILROADS 

Editor  The  Traffic  World: 

The  strike  troubles  and  high  rates  have  kept  the  railroads 
before  the  public  and  started  a  national  discussion.  We  do  not 
intend  to  hold  a  brief  for  the  railroads  or  for  labor,  but,  speak- 
ing strictly  from  the  side-lines,  it  would  seem  to  the  writer  that 
a  lot  of  the  troubles  that  befell  the  railroads  could  be  avoided 
by  a  little  diplomacy.  Good  will  is  an  invaluable  asset  in  any 
business.  Without  it  failure  is  almost  certain,  and  yet  it  would 
not  be  so  difficult  a  matter  to  gain  this  apparently  elusive  quality 
if  the  subject  were  handled  intelligently. 

It  occurs  to  us  that  a  "Goodwill  Department"  would  be  a 
mighty  valuable  adjunct  if  properly  organized.  If  its  personnel 
were  composed  of  men  who  had  gained  their  experience  on  both 
sides,  they  would  have  a  working  knowledge  to  guide  them. 
The  average  solicitor  of  freight  and  passenger  traffic,  from 
traffic  manager  to  traveling  agent,  has  never  worked  for  any  one 
but  a  railroad  and  therefore  doesn't  get  just  the  right  slant. 
Not  that  he  means  to  be  unfair,  but  his  training  has  been  along 
lines  that  will  not  or  do  not  permit  him  to  see  the  public  side 
in  its  true  light.  He  is  not  so  prone  to  give  as  he  is  to  take, 
and  always  he  has  before  him  what  he  imagines  is  the  best 
interests  of  his  company  as  well  as  the  public. 

We  believe  that  if  a  careful  selection  were  made  and  a 
well-balanced  man  obtained,  he  would  be  an  asset  to  his  com- 
pany. Say  he  be  a  man  who  had  served  the  railroad  company 
in  the  traffic  and  operating  departments,  and  one  who  also  was 
serving  or  had  served  as  a  traffic  manager  or  in  a  like  capacity 
for  an  industrial  concern.  His  knowledge  having  been  gained 
by  actual  experience  and  his  acquaintance  by  direct  contact,  he 
would  not  have  to  be  a  wonderful  speaker.  He  should  have  a 
reputation  for  being  on  the  square,  and  possess  the  confidence 
of  both  the  public  and  the  railroads.  We  do  not  have  in  mind 
a  super-man,  but  do  know  some  with  these  qualifications  in  our 
circle  of  friends. 

A  man  of  this  kind,  reporting  direct  to  the  vice-president, 
would  be  able  to  travel  his  road  and  territory  and  quietly  come 
in  contact  with  the  public,  the  shippers  and  the  employees.  He 


November  5,  1921 


THE    TRAFFIC     WORLD 


957 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern   steel   and   concrete   pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y .,  N.  H.  &  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there"  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 


PORTS  AND  FREE  ZONES 

The  most  important  problems  now  before  the  American  business  man 
are  the  extension  of  his  FOREIGN  TRADE,  the  proper  adjustment  of  the 
TARIFF,  and  the  injection  of  BUSINESS  EFFICIENCY  into  GOVERN- 
MENT. The  happy  medium  between  the  first  two  is  the  FREE  ZONE, 
and  the  proper  application  of  the  third  is  that  this  zone  be  located  where 
the  least  money  will  be  required  and  where  the  greatest  benefits  may  be 
obtained  from  the  money  invested. 

The  PORT  OF  TACOMA  calls  attention  to  a  site  adjacent  to  its 
terminal  properties  which  fully  meets  these  requirements.  ONE  THOU- 
SAND ACRES  of  tide  lands,  bounded  by  FOUR  TRANSCONTINENTAL 
RAILROADS  and  MODERN  TERMINALS,  served  by  the  cheapest 
POWER,  LIGHT  and  WATER  in  the  world,  situated  on  the  nation's 
finest  harbor,  and  this  harbor  a  portion  of  PUGET  SOUND,  the  true 
GATEWAY  TO  THE  ORIENT. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,  Washington 
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would  cultivate  the  commercial  and  traffic  clubs,  call  on  the 
various  shippers  and  drop  in  town  and  get  a  line  on  what  his 
road  was  doing  or  not  doing.  It  is  true  the  railroads  already 
have  an  organization  somewhat  for  this  purpose,  their  traffic 
departments,  but,  as  stated  in  the  beginning,  their  views  are 
colored  with  self-interest.  A  man  from  the  "Goodwill  Depart- 
ment," having  served  on  both  sides,  would  be  more  apt  to  know 
and  better  equipped  to  report  what  was  best  for  his  company 
and  the  public  or  employees.  His  report  could  be  made  direct 
to  the  vice-president,  quickly  and  to  the  point.  His  criticism 
would  be  welcome  at  all  times,  whether  It  be  against  the  com- 
pany or  the  public,  and  his  reputation  for  fair  dealing  should 
give  this  report  the  weight  it  was  entitled  to. 

A  man  of  this  character  would  in  reality  allow  the  vice- 
president  to  see  and  hear  things  on  his  entire  system  as  they 
were  viewed  by  the  public.  His  training  would  fit  him  to  pass 
on  rate  questions  where  they  might  affect  one  community  as 
against  the  other.  He  could  speak  on  living  conditions,  indus- 
trial locations,  and  many  other  matters  where  a  fair  report  to 
the  vice-president  would  allow  the  railroad  to  pursue  a  favor- 
able course.  That's  what  every  official  of  the  railroad  wants 
to  know — how  the  public  and  the  shipper  feels  about  this  and 
that.  It  is  where  the  "Goodwill"  policy  should  enter,  and  it 
means  much  to  any  carrier.  More  so  today  than  at  any  time  in 
the  history  of  railroads,  and  we  are  firmly  of  the  belief  that 
a  properly  organized  "Goodwill  Department"  would  go  a  long 
way  toward  bringing  about  that  desired  ideal — mutual  confidence 
between  the  public,  the  roads  and  their  employees. 

Harry  L.  Taylor, 
Wayne  Oil  Tank  &  Pump  Co. 

Fort  Wayne,  Ind.,  Oct.  28,  1921. 


MISQUOTATION   OF   RATES 

Editor  The  Traffic  World: 

I  have  noted  Mr.  Scrivener's  letter  of  October  13,  published 
in  The  Traffic  World,  issue  of  October  22,  and  fully  agree  with 
him  regarding  the  misquotation  of  rates  by  the  railroad  com- 
panies. 

It  is  a  practical  impossibility  for  any  concern  to  carry  in 
its  files  copies  of  all  tariffs  that  it  is  apt  to  have  use  for,  and 
therefore  when  it  is  figuring  on  a  proposition  on  which  it  must 
quote  a  price  f.  o.  b.  destination  and  does  not  have  the  tariff  or 
tariffs  on  file,  it  naturally  obtains  a  written  or  verbal  quotation 
from  the  railroad  company.  Therefore,  if  a  lower  rate  is  quoted 
than  the  rate  actually  in  effect,  it  must  stand  a  loss?  due  to  no 
fault  of  its  own,  but  due  entirely  to  the  fact  that  the  wrong  rate 
has  been  quoted  by  the  railroad  company. 

It  is  a  fact  well  known  by  all  shippers  that  it  is  not  always 
possible  to  obtain  the  tariff  or  tariffs  necessary  to  verify  a  rate 
quoted  by  the  railroad  company,  as  it  is  quite  the  usual  thing 
to  receive  notice  that  the  "supply  is  exhausted  and  you  have  been 
listed  for  the  reissue."  What  other  recourse  has  the  shipper 
then,  than  to  accept  the  rate  as  quoted?  Tariffs  are  not  being 
reissued  every  month  or  so. 

The  fact  that  the  carrier  is  subject  to  a  penalty  of  $250 
for  the  misquotation  of  a  rate,  which  is  only  recoverable  by 
civil  action,  and  which  accrues  to  the  United  States,  is  small 
consolation  to  the  shipper,  inasmuch  as  he  receives  no  repara- 
tion whatsoever  for  any  loss  sustained  due  to  the  carrier's  error. 
I,  therefore,  believe  that  that  portion  of  section  6  of  the  trans- 
portation act  covering  requests  for  rates  should  be  amended 
so  that  the  shipper  can  obtain  reparation  for  any  loss  or  damage 
sustained  due  to  the  misquotation  of  a  rate  by  the  carrier. 

Trenton,  N.  J.,  Oct.  27,  1921.  Miles  Powell. 


Editor  The  Traffic  World: 

Letter  from  B.  Scrivener  published  in  The  Traffic  World 
of  Oct.  22  with  reference  to  misquotation  of  rates  is  most  timely 
and  important.  The  public  is  dependent  on  rate  quotations  from 
carriers,  and  this  service  should  be  absolutely  reliable;  but  it 
is  far  from  that 

This  question  is  a  very  serious  one,  for  business,  although 
so  dependent  on  transportation  rates,  under  the  present  law 
finds  no  recourse  for  misquotation,  even  though  such  error 
should  result  in  tremendous  loss. 

The  transportation  law  should  be  amended  so  as  to  protect 
rate  quotations  and  thereby  grant  security  to  the  public.  Such 
a  law  would  give  confidence  to  the  business  world  which  now  is 
lacking  among  the  better  advised,  who  are  aware  of  the  big 
possibilities  of  error  and  of  the  responsibility  for  the  result  of 
such  errors  falling  on  the  shippers  only,  no  matter  how  large 
the  expense. 

This  question  might  well  be  handled  by  (he  National  Indus- 
trial Traffic  League  or  other  large  organization  of  shippers  and 
followed  through  until  amendment  be  granted.  It  is  fully  real- 
ized that  most  careful  consideration  must  be  given  so  that  not 
only  may  shippers  be  safeguarded  from  loss  by  misquotation, 
but  also  that  the  law  against  rebating  be  preserved  or  strength- 
ened. 

AB  offering  a  possible  solution  of  the  problem  the  writer 
suggests  the  following  or  similar  amendment: 


Any  rate  quotation  submitted  by  the  carrier  in  writing  which  is 
lower  than  the  published  tariff  rates,  upon  suitable  evidence  submitted 
and  which  shows  that  such  rate  was  honestly  used  as  basis  for  con- 
tract or  orders,  shall  be  confirmed  to  the  fulfilling  of  such  contracts 
Oi"  orders  only,  and  the  carrier  guilty  of  misquotation  shall  be  fined 
an  amount  double  that  of  the  difference  between  the  freight  charges 
which  would  have  applied  at  the  legal  tariff  rates,  and  the  charges 
based  upon  such  wrong  quotation.  Also,  should  it  appear  that  such 
misquotation  was  knowingly  given  or  used,  then  the  above  fine  shall 
apply  to  each  party  found  guilty  and  an  additional  fine  of  five  thou«;ind 
dollars  be  imposed  for  every  such  offense. 

Further  provision  could  be  made  for  protection  in  case  of 
rate  increases  within  limited  period  after  date  of  quotation  or 
in  the  restriction  of  quoted  rate  to  shipments  which  have 
already  moved,  etc. 

Elmira,  N.  Y.,  Oct.  28,  1921.  A.  W.  Stebbings. 

GEORGIA  RAIL  ABANDONMENT 

The  Traffic   World   Washington  Bureau 

R.  B.  Pegram,  receiver  of  the  Hawkinsville  &  Florida  South- 
ern Railway  Company,  has  been  authorized  by  the  Commission 
to  abandon  the  line  of  railroad  of  that  company  extending  from 
Hawkinsville,  Ga.,  to  Camilla,  Ga.,  a  distance  of  about  93  miles. 

Numerous  letters  were  received  from  shippers  and  other 
interested  persons  protesting  against  abandonment.  A  hearing 
was  held  by  the  Georgia  commission  for  the  Commission  and  the 
state  commission  recommended  denial  of  the  application  of  the 
receiver. 

The  Hawkinsville  road  was  placed  in  the  hands  of  a  re- 
ceiver by  the  Superior  Court  of  Bibb  county,  Georgia,  July  17, 
1920,  the  Commission  said.  On  May  2,  1921,  the  court  entered 
an  order  in  the  receivership  proceedings  by  which  it  was  ad- 
judged and  decreed  "that  further  operation  of  the  properties 
of  the  defendant  is  useless  and  wasteful  and  should  be  ter- 
minated in  order  that  the  properties  and  the  estate  of  the  de- 
fendant should  not  be  needlessly  consumed."  The  court  fur- 
ther said  it  was  of  the  opinion  that  the  property  could  not  be 
sold  as  a  going  concern,  and  that  as  soon  as  possible  the  prop- 
erty should  be  abandoned  and  the  road  "scrapped  and  sold." 
The  court  directed  the  receiver  to  make  the  application  for 
authority  to  abandon  the  road. 

The  protestants  against  abandonment  offered  evidence  tend- 
ing to  show  that  the  territory  served  was  developing  agricul- 
turally and  that  there  were  a  large  number  of  business  estab- 
lishments wholly  or  partially  dependent  upon  the  line  for  trans- 
portation facilities.  It  was  further  contended  that  there  would 
be  a  serious  loss  in  real  estate  values,  if  the  road  were  aban- 
doned and,  further,  that  a  substantial  increase  in  business 
might  be  anticipated. 

"It  is  obvious,  however,"  the  Commission  said,  "that  the 
hope  of  increased  business  in  the  future  can  hardly  prevail 
against  the  results  of  actual  experience  in  the  operation  of  the 
line." 

The  Georgia  owns  the  entire  capital  stock  of  the  Hawkins- 
ville, amounting  to  $100,000,  and  it,  in  turn,  is  controlled  by 
the  Southern  Railway  Company,  through  ownership  of  a  ma- 
jo'rity  of  the  capital  stock.  In  conclusion  the  Commission  said 
that  the  receiver  should  first  offer  for  sale  the  entire  railroad 
as  a  going  concern  for  continued  operation;  that  if  no  satis- 
factory bid  was  received  the  receiver  should  offer  the  road  for 
sale  in  sections  and,  failing  to  dispose  of  the  road  on  that  basis, 
sell  the  road  as  scrap  or  junk. 


C.  &.  O.  ACQUIRES  SUBSIDIARY 

The  Commission  has  authorized  the  Chesapeake  &  Ohio  to 
acquire  the  railroad  and  other  property  of  its  subsidiary  Chesa- 
peake &  Ohio  Northern,  the  line  of  which  extends  from  Edging- 
ton,  Ky.,  to  Waverly,  O.,  a  distance  of  29.8  miles.  The  Chesa- 
peake &  Ohio  Northern  uses  the  Norfolk  &  Western  tracks  and 
Hocking  Valley  tracks  into  Columbus,  O.,  a  distance  of  62  miles. 
The  authorization  also  permits  the  Chesapeaks  &  Ohio  to  assume 
the  obligation  of  the  subsidiary  to  pay  the  principal  of  $1,000,- 
000  of  its  five  per  cent  30-year  gold  bonds,  and  the  interest 
thereon.  The  object  of  the  plan  is  to  change  the  Chesapeake  & 
Ohio's  equitable  title  in  the  property  of  its  subsidiary  into  a  legal 
title  and  a  guarantor  of  the  subsidiary's  bonds  into  a  principal. 


TELEPHONE    CONSOLIDATION 

The  Cumberland  Telephone  and  Telegraph  Company,  Inc., 
the  East  Tennessee  Telephone  Company  of  Virginia,  the  Bristol 
Telephone  Company,  and  the  Chesapeake  and  Potomac  Tele- 
phone Company  of  Virginia  have  filed  a  joint  application  with 
the  Commission  asking  that,  after  hearing,  the  Commission  issue 
a  certificate  that  the  proposed  consolidation  of  properties  of 
the  applicants  will  be  of  advantage  to  the  persons  to  whom 
service  is  to  be  rendered  and  in  the  public  interest. 

Getting  the  traffic  news  each  day  makes  it  easier 
to  keep  informed.  Subscribe  for  THE  DAILY 
TRAFFIC  WORLD. 
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CHESAPEAKE  &  CURTIS  BAY  RAILROAD 

General  Offices,  BALTIMORE,  MD.  New  York  Offices,  90  West  St.,  New  York 

R.  R.  aOVIN.   PrMldint.  90  Welt  Street.  N«w  York.  E.   A.    FALL.    Krelfbt   and  Trafflo   Maaaier.   tO   WMt    8trnt.    N«w  York. 

R.    0.   UPHAM.    Flnl   Vice  Proildlnt.   HI)   Writ   Street.   New  York.  I.    ft.    DRANEY.    AuliUm    Krtlfbt    Mid    TrtOc    M.nM«r    M    Wot    BUM.    MM 

0.    E.    TNURBER.   Second   Vlc»-PrMid«nl.   90  Wort  Street.   New  York.  Turk. 

QEO.    K.    LOWELL.    Third    Vice    Pruldent.    In    charge   of  Operation    and   TraBo.  J.    COOKMAN    BOYD.    General    Connatl.    Bulldjen*    Bienanfe    Bid*..    BaUlmoc*. 

it   Wnit    Street.   New   York.  M.I 

N.  B.    HERSLOFF,   Truiurer.  10  Weit  Street.   New  York.  C.  A.   KELLEY,  General  Auditor,  M  WMt  Street.  New  York. 

t.   W.  ».   WHITNEY,   Secretary.  DO  Writ  Street.  New  York.  J.  f.   CONNOR,  Suiwrlntendenl.   Wafnen  Point.   Baltimore,   aid. 

THOMAS   KEARNY.   General   Solicitor.  DO  WMt  Stnet.   New  York. 

EXTENDS  FROM  WAGNERS  POINT  TO  CURTIS  BAY 

The  Chesapeake  A  Curtis  Bay  Railroad  Co.,  having  Its  terminal  at  deep  water,  Baltimore,  Md.,  Is  In  a  petition  to  receive  all  foreign  freight  destined  to  interlot 
jwrts  and  to  take  care  of  outgoing  freight  for  foreign  countries. 

This  company  maintains  a  high  standard  of  service  In  the  handling  of  shipments  to  and  from  the  Industries  located  on  Its  line.  The  territory  covered  by  this  railroad 
offers  nii'iTinr  sites  for  the  location  of  Industrie*  of  every  description.  Firms.  Individuals  and  corporations  contemplating  the  location  of  business  enterprise*  are  Invited  to 
»rrcipond  with  Samuel  J.  Nathan,  90  West  Street.  New  York  City.  Maps  and  full  Inform  a  mm  concerning  available  property  will  he  promptly  furnished. 

Mileage  at  present  operated,  T  miles;  additional  under  construction. 

Lighterage  connection  with  all  coastwise  lines  out  of  Baltimore  for  seaboard  ports. 

Bxceptlonal  location  for  plants  desiring  tidewater  delivery. 

CONNECTIONS— At  Clinton  Street  with  the  Pennsylvania  Railroad  via  float  at  Wagners  Point.  C.  A  <  .  H.  R.  R.  to  Curtis  Bay.  At  Port  Corington  with  the  Western 
Maryland  via  float  to  Wagners  Point,  C.  A  C.  B.  R,  R.  to  Curtis  Bay.  With  the  Baltimore  A  Ohio  Bewail  Branch  at  Wagners  Point.  Through  connections  via  tfeeae 
rovtes  to  all  points  Bast.  West.  North  and  South.  Industries  located  on  our  line  have  the  advantage  of  flat  Baltimore  rate. 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the  <g  \f  [SSTiVG     COSTS**  for  a11  Purchases  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 

Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THE  "REASONABLENESS"  OF  RATES! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At   Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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OPPOSE  AMENDMENT  OF  ACT 

The  committee  on  public  relations  of  the  National  Asso- 
ciation of  Owners  of  Railroad  Securities,  of  which  S.  Davies 
Warfleld  is  president,  has  issued  a  statement  to  members  and 
others  relative  to  the  "dangers  attending  amendment  of  the 
transportation  act  of  1920." 

The  statement  is  regarded  as  significant  because  it  is  in 
effect  an  announcement  that  the  association,  which  was  largely 
responsible  for  the  rate-making  section  being  written  into  the 
transportation  act,  will  make  a  fight  to  have  that  section  re- 
tained in  the  law.  The  statement  follows: 

This  association,  representing  large  amounts  of  railroad  securities, 
views  with  grave  concern  the  agitation  now  going  on  with  respect 
to  changes  of  vital  consequence  affecting  section  422  of  the  trans- 
portation act  of  1920,  which  deals  with  the  financial  return  on  the 
aggregate  value  of  the  properties  of  the  railroads  devoted  to  the 
public  use.  The  term  property  means  actual  railroad  property,  upon 
which  the  financial  return  is  computed,  not  on  bonds  and  stock  or 
evidence  of  debt  issued  by  the  railroads. 

The  act  specifies  that  the  value  of  these  properties  is  to  be  de- 
termined by  the  Interstate  Commerce  Commission  until  replaced  by 
the  actual  valuation  of  the  railroads  now  being  made  by  the  Com- 
mission in  detail. 

Neither  the  movement  now  proceeding,  which  has  for  its  object 
large  reductions  in  rates,  nor  the  controversies  over  wages,  should 
be  permitted  to  obscure  the  necessity  for  the  declaration  by  Congress, 
now  in  the  act,  of  the  fundamental  requisites  for  re-establishing 
railroad  financing  without  governmental  aid,  and  to  meet  the  finan- 
cial requirements  for  conducting  transportation.  Whether  rate  re- 
ductions can  or  cannot  be  made  does  not  constitute  a  reason  for  the 
disturbance  of  this  section  of  the  act.  The  repeal  of  this  section  that 
recognizes  only  the  minimum  credit  necessities  of  the  railroads  with- 
out respect  to  this  or  that  rate  would  constitute  a  notice  to  the 
Commission  and  to  the  country  that  Congress  and  the  administra- 
tion does  not  recognize  the  right  of  the  railroads,  expressed  in  the 
act,  to  earn  the  5%  per  cent  to  6  per  cent  now  called  for  by  the 
act,  on  the  aggregate  value  of  railroad  property  devoted  to  the 
public  use. 

We  are  not  here  questioning  whether  a  rate  is  too  high  or  too 
low.  Rate  reductions  that  may  in  this  crisis  be  agreed  as  necessities 
are  in  no  way  prevented  by  the  financial  provisions  of  the  act. 
Congress  did  not  deal  with  the  question  of  what  a  specific  rate  was 
to  be  or  was  intended  to  be;  or  whether  a  particular  freight  rate' 
would  retard  or  encourage  the  shipment  of  the  product  to  which 
it  applied.  All  of  these  questions  were  left  to  be  decided  by  the 
Commission.  Congress  only  notified  the  Commission  that  a  return 
on  railroad  property  in  the  aggregate,  actually  used  in  the  public 
service,  if  less  than  5%  per  cent,  would  not  permit  the  railroads 
to  furnish  adequate  transportation  and  that  a  return  not  less  than 
5*/4  per  cent  must  therefore  be  provided,  and  if  the  Commission  so 
ordered,  by  adding  %  of  1  per  cent,  the  return  should  be  6  per  cent 
on  this  aggregate  value. 

The  question  of  what  the  specific  rates  should  be  to  effect  this 
result  was  left  to  and  is  still  entirely  in  the  hands  of  the  Interstate 
Commerce  Commission,  where  it  should  be,  and  which  is  fully  quali- 
fied to  produce  results  if  left  alone  to  work  out  the  solution  of  the 
questions  involved  in  conjunction  with  the  railroads.  Congress  created 
the  Commission  and  clothed  it,  as  the  agency  of  the  government, 
with  extraordinary  powers  of  rate  and  other  regulation  of  the  rail- 
roads. If  Congress  cannot  leave  to  its  own  agency  the  adjustment 
of  rates  to  produce  the  return  indicated  as  the  minimum  that  will 
sustain  transportation,  then  regulation  by  Commission  fails. 

It  was  unfortunate  that  the  transportation  act  became  operative 
during  an  era  such  as  was  never  before  experienced  in  the  history 
of  transportation.  The  country  was  suffering  from  high  prices  never 
before  reached.  Taxes  had  been  imposed  under  war  necessity  to  an 
extent  bound  to  cause  unusual  prices,  which,  in  addition,  were  ab- 
normally stimulated  as  a  result  of  the  greatest  war  in  history.  This 
was  destined  to  happen  and  the  inflated  prices  due  to  these  condi- 
tions struck  the  period  of  sudden  cessation  of  war  operation.  Credit 
was  contracted  with  the  view  of  lowering  the  abnormal  prices  and 
the  industrial  and  agricultural  panic  occurred,  clearly  foretold  by 
economists,  which  came  only  in  greater  degree  and  more  swiftly 
than  anticipated. 

A  pound  of  cotton  that  sold  at  43c  dropped  precipitately  to  lOc. 
and  to  say  that  had  railroad  rates  on  cotton  been  lower  it  would 
have  stimulated  sales  of  this  commodity  at  prices  less  than  half 
the  cost  of  production  is  untenable.  The  same  holds  good  in  other 
commodities,  the  movement  of  which  was  curtailed,  not  because  of 
freight  rates,  except  in  well  defined  cases,  but  because  of  the  greatest 
period  of  industrial  and  agricultural  chaos  under  reconstruction  ever 
experienced.  If  the  policy  of  the  government  is  to  subsidize  business 
by  adjusting  business  profits  through  freight  rate  reduction  to  the 
point  of  ruining  the  railroads,  through  what  source  can  the  rail- 
roads be  subsidized  to  enable  them  to  live? 

There  is  no  guarantee  on  the  part  of  the  Commission  or  on  the 
part  of  the  government  that  rates  made  by  the  Commission  would 
yield  the  return  that  Congress  by  act  made  the  measure  of  what 
the  owners  of  railroad  securities  might  expect  on  the  value  of  the 
railroads  that  issued  the  securities.  Congress  directed  the  Commis- 
sion to  adjust  rates  so  that  in  the  aggregate  they  would  yield  an 
amount  of  net  revenue  below  which  transportation  cannot  be  sup- 
plied, and  this  amount  of  5%  per  cent  to  6  per  cent  does  not  apply 
to  the  property  of  each  railroad.  It  applies  to  the  aggregate  value 
of  the  property  of  all  class  I  railroads,  large  and  small,  rich  and 
poor,  strong  and  weak,  and  the  aggregate  value  was  taken  in  four 
groups,  into  which  the  Commission  divided  the  railroads  of  the 
country. 

Rates  were  made,  expecting  that  they  would  yield  this  financial 
return  on  the  aggregate  property  value  of  all  the  railroads  constitut- 
ing each  one  of  these  four  groups  of  roads.  Such  return  had  no 
direct  relation  to  the  property  value  of  each  of  the  individual  rail- 
roads of  each  group,  except  that  out  of  rates  made  to  yield  the 
return  on  the  aggregate  value  of  the  group,  each  railroad  could  earn 
only  what  its  efficiency  in  administration  would  permit,  so  that  out 
of  this  aggregation  of  rates  some  roads  might  earn  1  per  cent,  some 
3  per  cent,  4  per  cent,  5  per  cent  and  some  6  per  cent  on  their 
Individual  property  value.  The  act  rrnui'-es  that  a  road  that  earns 
more  than  6  per  cent  on  the  value  of  its  individual  railroad  property  de- 
voted to  the  public  use  shall  retain  one-half  of  all  earned  beyond  the  6 
per  cent,  the  other  half  to  be  paid  into  a  transportation  fund  to 
be  expended  by  the  Commission  in  such  directions  as  would  benefit 
transportation  as  a  whole. 

The  question  now  before  the  country  is  whether  It  Is  proposed 
to  ask  Congress  to  amend  this  act  and  say  that  the  railroads  as 


a  whole  are  not  entitled  to  earn  5%  per  cent  to  6  per  cent  on  the 
aggregate  value  of  their  property,  which  would  constitute  notice  to 
the  owners  of  railroad  securities  that  these  securities  have  lost 
standing  and  are  no  longer  a  legitimate  investment. 

We  are  not  dealing  with  rates  per  se  in  this  statement.  We  are 
dealing  with  the  policy  of  Congress  and  the  government  with  respect 
to  what  the  transportation  system  of  the  country  may  expect  to 
earn  to  enable  that  system  to  function  and  pay  its  debts.  Prior  to 
the  transportation  act  of  1920  there  was  pursued  ever  since  the  Com- 
mission was  established,  a  policy  that  gave  no  intimation  of  what 
a  railroad,  strictly  regulated  by  the  government  in  its  earnings,  would 
be  allowed  to  earn  for  the  service  it  was  expected  and  required  to  give 
the  public.  Under  this  policy  the  railroads  had  reached  the  point 
where  they  had  broken  down  or  were  breaking  down  when  taken  over 
by  the  government  for  war  purposes.  Vast  sums  are  required  to  be 
raised  by  the  railroads  to  pay  indebtedness  incurred  during  federal 
control  under  a  management  not  their  own,  and  also  to  rehabilitate 
the  properties,  and  it  was  foreseen  that  under  these  conditions  chaos 
must  result. 

To  meet  these  conditions  this  association,  during  the  progress  of 
railroad  legislation,  presented  to  Congress  at  great  length  and  in 
great  detail,  backed  by  thousands  of  representative  investors  and 
shippers,  what  were  considered  to  be  the  necessities  as  to  the  mini- 
mum earning  value  of  these  properties  to  enable  them  to  sell  their 
securities.  These  investors  were  not  concerned  in  the  construction 
of  rate  tariffs.  They  were  not  looking  at  freight  rates  per  se,  whether 
increased  or  lessened  on  this  commodity  or  that  commodity.  They 
left  this  to  the  Commission  to  work  out  on  a  scientific  basis — what 
proportion  of  the  total  revenue  required  was  to  be  supplied  by  each 
shipment  of  a  particular  class  of  goods — so  that  when  it  is  said  that 
freight  rates  are  too  high,  the  question  is  what  freight  rates  are  too 
high.  Is  it  meant  that  freight  rates  must  be  established  which  in  the 
aggregate  will  not  yield  this  return  of  5V4  per  cent  to  6  per  cent,  for 
if  we  have  reached  that  period  in  this  country  then  there  is  nothing 
left  but  government  ownership  of  these  properties.  We  may  as  well 
now  .face  this  result  if  such  a  decision  is  reached  on  the  part  of  Con- 
gress and  the  administration  and  on  the  part  of  the  shippers  and  the 
public.  It  is  as  unjust  to  the  shippers  as  it  is  to  the  owners  of  the 
securities  of  these  properties  to  slowly  absorb  their  value  through 
starvation  and  failure  to  sufficiently  provide  for  their  upkeep  until 
government  ownership,  desired  by  only  a  small  portion  of  the  popu- 
lation, becomes  the  only  method  left  open  to  save  to  the  country  the 
means  for  the  transportation  of  its  products  and  its  people. 

There  is  no  railroad  this  association  knows  of  that  has  combated 
Congress  and  the  Commission  over  a  reasonable  adjustment  of  freight 
rates.  There  is  no  railroad  this  association  knows  of  that  has  found 
fault  with  the  inability  of  the  groups  of  railroads  to  earn  more  than 
they  have  been  earning,  although  wages  are  controlled  by  one  gov- 
ernmental agency  and  revenues  from  rates  by  another,  with  no 
coordinating  relations  between  the  two,  an  impossible  situation  to  be 
permitted  to  exist  and  expect  results.  The  conditions  obtaining  have 
been  accepted  as  an  aftermath  of  the  war,  as  every  industry  should 
be  expected  to  accept  the  ups  and  downs  of  business  occasioned  by 
the  war.  This  association  has  contended  from  the  first  that  unless 
there  was  a  standard  set  to  indicate  what  those  who  invest  their 
money  in  railroad  securities  might  expect,  then  there  was  no  alterna- 
tive but  government  ownership  and  operation,  as  much  as  the  coun- 
try has  evidenced  on  every  hand  its  opposition  thereto.  But  it  is  not 
just  to  the  people,  and  they  represent  millions,  who  in  turn  are  repre- 
sented by  their  life  insurance  companies,  savings  banks  and  other 
investment  institutions,  to  have  these  conditions  misunderstood  on 
the  part  of  any  legislative  body  or  on  the  part  of  any  business  depend- 
ent upon  the  carriers. 

If  section  422  with  what  it  stands  for  is  to  be  stricken  from  the 
transportation  act,  after  the  fullest  hearings  and  investigations  on 
all  sides  that  attended  the  writing  of  that  section  into  the  act  then 
American  transportation  does  not  deserve  to  be  supported  through 
private  investment,  and  private  ownership  and  operation  cannot  be 
expected  to  survive. 

The  transportation  act  has  not  had  any  trial  as  yet.  It  should  be 
given  the  fullest  opportunity  under  scientific  methods  of  rate  adjust- 
ment, which  with  proper  economies  and  care  will  work  out  the  prob- 
lem before  the  country. 

This  association  recently  laid  before  Congress  suggestions  which. 
in  the  opinion  of  its  management  and  of  experts  composing  its  Board 
of  Economies  and  Engineering,  chosen  with  great  care  and  repre- 
sentative of  the  best  thought  in  their  different  lines,  will  enable  econ- 
mies  to  be  instituted  in  the  conduct  of  transportation,  as  a  whole  in 
connection  with  the  requirements  of  the  transportation  act  of  1920 

hHC,!VaSi,WJ  *?n,d  1S  s?-lve  the  Problem  and  on  a  basis  that  should 
bring  substantial  reductions  in  railroad  rates. 

We  urge  upon  those  who  control  the  fate  of  the  great  enterprise 
of  transportation  that  they  carefully  study  conditions  before  taking  a 

one£  Hat  ™fay  P,rOV5  to  be  the  undoins;  of  the  private  ownership  Ind 
operation  of  railroad  properties. 

The  question  of  consolidations  of  railroads  under  the  transporta- 
tion act  is  now  before  the  country.  It  is  a  vital  one  and  this  associa- 
™nt  hiaStprep?,rfe<U°  meet  U-  If'  h°wever,  the  policy  of  the  govora- 
ment  is  to  notify  the  owners  of  the  securities  of  these  properties  that 
wi?iynrnrtn,?,,=Vaken  ?&  consolidation  on  an  earning  value  less  than 
will  produce  a  return  of  5^  per  cent  to  6  per  cent  on  their  actual  value, 
.the  aggregate  as  now  provided  in  the  act,  the  repeal  of  which  is 

better   not   be    made 


s.tate  that  the  conditions  mentioned  are  not  only  of 
tei.,  l°  OWner?  of.  ';?.llr<>a<J  securities,  but  are  the  most 
serious  that  have  ever  faced  the  shippers  of  the  country  is  thpir 
tr±Dorfam^St  ^-aversely  affected  by  inadequate  and  incompe  enf 
slsted  °n!  cannot  fail  to  result  if  so  fatal  a  policy  is  per- 

Tn  vT^refSJi0uld  be  no  misconception  as  to  where  this  agitation  leads. 
J.?ntinT.°f  US?  Se^0i181ess;l.tl?osl  who  manage  the  affairs  of  this  asso- 
^rt  t«  °inJ>e'Ve  "to  be  ,theJ5  duty  to  the  members  and  others  inter- 
mfnH  }°»,  £  !'fm^them  °f  what  they  now  face.  They  should  be  re- 
ft i  ?  *\  .  f  c,onS;ess  takes  a  steP  backward  by  reversing  a  policy 
that  indicates  only  the  minimum  net  revenue  essential  to  sustain  this 

fhakL   anHP?,rv,tat,10niimachi1?   in    the  p^blic  interest-now  financially 
shaken  and   physically  greatly  undermaintained— then   we  must   con- 

SSfnot    conunf,0/"?5'  n°-HCe  ^  the,  Amerlcan   transSortlti^n   system 
operation  under   private    investment,    ownership    and 

The  statement  was  signed  by  Geo.  E.  Brock  John  H  Dex- 
ter, Haley  Fiske,  Darwin  P.  Kingsley,  W.  W.  McClench,  John 
J.  Pulleyn,  Henry  A.  Schenck,  John  M.  Wadhams,  and  S  DavieB 
Warfield,  Ex-Officio.  Committee  on  Public  Relations 
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MEXICO 

Transportation   Information   Headquarters 

Messrs.  Shippers  and  Consignees,  Laredo,  Texas,  November  4,  1921. 

Everywhere,  North  American. 

Gentlemen :  Has  your  export  business  suffered  from  unsettled  conditions  that  have  prevailed 
in  Mexico  for  several  years? 

Have  you  been  furnished  with  reliable  information  as  to  the  present  conditions  in  our  Sister 
Republic? 

It  affords  us  pleasure  to  be  able  to  advise  you  the  situation  in  Mexico  is  again  rapidly  be- 
coming normal,  and  with  this  condition  there  is  a  natural  increase  in  the  demand  for  the  articles 
you  are  interested  in. 

The  National  Railways  of  Mexico  have  been  handicapped  in  their  efforts  to  give  the  usual  good 
service  by  labor  troubles,  also  lack  of  motive  power  to  move  the  volume  of  business  offered  them 
at  their  Gateways;  but  we  are  pleased  to  announce  the  labor  troubles  have  been  satisfactorily 
adjusted,  also  the  power;  some  of  the  engines  having  already  been  received  and  others  now 
en  route. 

The  congestion  at  Laredo  has  been  cleared  and  since  the  first  of  September  shipments  have 
met  with  no  delay  whatever  due  to  transportation  inabilities. 

Success  in  our  business  depends  entirely  upon  the  success  of  your  business.  Your  success 
depends  solely  upon  your  ability  to  properly  market  your  product,  and  be  able  to  deliver  the  goods 
with  the  least  possible  delay,  damage  and  expense.  We  cannot  tell  you  how  to  sell  your  par- 
ticular line  of  goods,  but  we  can  tell  you  how  to  ship  them  to  insure  the  very  best  of  service 
at  the  least  possible  cost,  as  we  specialize  in  service  to  shippers  and  consignees.  Furthermore, 
we  will  act  as  the  medium  between  shippers  and  consignees  without  expense  to  either,  other  than 
your  good  will. 

We  make  direct  delivery  to  the  National  Railways  as  we  are  the  only  line  having  direct  rail 
connections  with  them  at  Laredo,  Texas.  Our  rails  serve  ninety  per  cent  of  the  industries  lo- 
cated in  Laredo,  Texas.  We  keep  ample  power  on  duty  in  the  Laredo  terminal  to  give  our 
patrons  prompt  switch  service. 

We  operate  all  passenger  service  over  the  International  Bridge. 

To  further  assist  the  shippers  and  consignees  we  have  recently  established  an  office  in  St. 
Louis,  Mo.,  with  Mr.  C.  W.  Fish,  Foreign  Freight  Agent,  in  charge;  address:  916  Chemical  Build- 
ing. It  will  be  his  pleasure  to  render  you  any  assistance  possible.  Mr.  Fish  was  formerly 
Traffic  Manager  of  the  National  Railways  of  Mexico  and  is  thoroughly  familiar  with  traffic  con- 
ditions in  Mexico. 

Co-operation  is  one  of  the  main  factors  in  conducting  any  business  successfully.  We  are 
making  an  appeal  to  every  shipper  and  consignee  by  propounding  a  few  questions  which  we 
sincerely  hope  will  have  the  result  of  bringing  about  closer  co-operation  for  our  mutual  benefit. 
These  questions  are  to  suggest  to  you  information  we  would  like  to  have  that  we  may  give 
replies  to  your  inquiries  promptly.  Tell  us  how  we  can  serve  you;  ask  us  for  information  that 
will  be  of  value  to  you.  We  will  supply  it  promptly  and  as  completely  as  possible. 

1.  Are  you  interested  in  shipping  to  or  from  Mexico? 

2.  What  particular  article  are  you  interested  in? 

3.  Have  you  a  representative  in  Mexico? 

4.  Have  you  tried  to  market  your  product  in  Mexico? 

5.  Did  your  efforts  meet  with  success  or  failure? 

6.  If  you  failed  to  enter  the  Mexican  market  isn't  it  possible  that  the  obstacles  causing 
your  failure  have  been  removed? 

7.  Can  we  be  of  service  to  you? 

Watch  our  space  for  important  announcements. 

The  Texas  Mexican  Railway  Company 

C.  M.  FISH,  Traffic  Manager, 

Laredo,  Texas 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 


private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  ua  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 

Traffic  BirTic*  Corporation,  Colorado  Building,  Washington,  D.  C. 
"  — 

Reconsignment  to   Embargoed   Points 

Illinois. — Question:  During  the  last  yearls  labor  troubles 
various  eastern  lines  refused  to  accept  from  southern  and  west- 
ern lines,  cars,  when  such  cars  were  reconsigned  by  the  western 
roads,  and,  as  a  result,  such  western  roads  refused  to  accept 
our  reconsigning  instructions.  In  several  instances,  in  order  to 
move  consignments  to  eastern  destination,  it  was  necessary  for 
us  to  unload  car  on  the  western  load  tracks,  and  truck  the 
contents  to  a  car  on  the  tracks  of  the  eastern  carrier  placed 
there  for  such  purpose. 

It  was  necessary  to  have  new  bills  of  lading  issued,  and  in 
each  of  the  instances  when  shipments  were  handled  under  these 
circumstances,  the  eastern  carrier  in  assessing  freight  charges, 
used  the  through  rate  from  point  of  origin  to  transfer  point, 
which  usually  was  Chicago,  and  the  local  rate  from  the  transfer 
point  to  the  new  billed  destination. 

We  have  filed  overcharge  claims  against  these  roads  and 
same  have  been  refused  on  the  grounds  tfiat  when  we  broke  the 
lading  of  the  original  car  it  became  a  new  shipment  and  subject 
to  local  rate.  We  contend,  inasmuch  as  this  transfer  was  then 
under  protest  on  account  of  the  inability  of  carriers  to  act  upon 
our  instructions  ordering  cars  to  a  new  billed  destination,  we 
are  entitled  to  the  through  rate  applicable  from  point  of  origin 
to  ultimate  eastern  destination. 

Kindly  give  us  the  benefit  of  your  opinion  in  this  matter, 
and,  if  posible,  quote  rulings  of  the  Interstate  Commerce  Com- 
mission in  favor  of  our  contention. 

Answer:  Under  the  provisions  of  the  reconsigning  tariffs 
a  carrier  will  not  reconsign  shipments  at  or  to  a  point  under 
embargo.  Assuming  that  an  embargo  was  in  existence,  the  ship- 
per is  not  entitled  to  the  protection  of  the  through  rate  on  the 
shipments  in  question,  for  the  reason  that  because  of  the  pro- 
vision in  the  reconsigning  tariffs  covering  reconsignments  to 
embargoed  points  the  reconsigning  privilege,  and  with  it  the 
right  to  the  protection  of  the  through  rate,  had  been  temporarily 
withdrawn. 

If,  however,  no  embargo  was  in  existence  and  reconsign- 
ment  should  have  been  accorded,  then,  under  the  principle  of 
the  decision  of  the  Commission  in  the  case  of  William  Shuette 
&  Co.  vs.  D.  G.,  et  al,  57  I.  C.  C.  709,  the  shipper  is  entitled  to 
the  protection  of  the  through  rate  plus  the  reconsigning  charge. 

Damages — Measure    of 

Okalahoma. — Question:  Bananas  received  in  car  lots  are 
sold  by  wholesale  dealers  for  9c  per  pound  after  being  put  in 
crates.  The  replacement  value,  although  there  is  no  car  lot 
banana  market  short  of  point  of  origin,  is  6c  per  pound.  To 
this  latter  amount  may  be  added  a  quarter  or  half  a  cent  as 
cost  of  buying— that  is,  the  time  expended  in  making  the  pur- 
chase. Taking  into  consideration  the  decision  of  the  Massu- 
chusetts  Supreme  •  Court  in  Woonsocket  Press  &  Machine  Co. 
vs.  N.  Y.  N.  H.  &  H.  R.  R.  Co.,  what  do  you  consider  the  proper 
measure  of  damages? 

Answer:  The  weight  of  authority  seems  to  be  that  by 
market  value"  is  meant  the  value  at  which  the  article  shipped 
would  sell  in  the  or>en  market  in  the  quantities  as  carried.  It 
held  that  to  permit  recovery  on  basis  of  the  value  of  the 
goods  if  sold  in  smaller  lots  than  shipped  would  make  the 
carrier  liable  for  the  profits  of  the  sales  in  such  lots,  without 
taking  into  consideration  the  costs  incident  to  such  sales  See 
C.  R.  I.  &  p.  Ry.  vs.  Broe,  86  Pac.  441;  K.  C.  &  M  Ry  vs 
Payne,  38  S  W  367;  C.  N.  O.  &  T.  P.  vs.  Hausford  & 'son,'  100 
S.  W.  251.  Therefore,  in  the  instant  case  there  being  no 
market  for  bananas  in  carload  lots  at  destination,  the  measure 
of  damage,  considering  Woonsocket  Press  &  Machine  Co.  vs. 
N.  Y.  N.  H.  &  H.  R.  R.  Co.,  131  N.  E.  461,  should  be  based 
upon  the  cost  of  replacement,  which  should  include  euch 
expenses  as  might  be  reasonably  incurred  in  procuring  another 
shipment. 

Reconsignment    After    Placement 

Missouri. — Question:    In    your    answer   to    Florida   on    page 
84,  issue  of  September  3d,  we  wonder  if  you  have  given  con- 
sideration to  the  difference  between  a  car  that  has  been  placed 
for  unloading  and  one  that  has  been  placed  where  it  might  be 
unloaded?    As  we  understand   it,  a  condition   precedent  to   the 


placing  of  a  car  for  unloading  is  the  satisfying  of  the  agent 
of  the  payment  of  the  freight  charges,  and  on  a  shipper's  order 
notify  shipment  the  surrender  of  the  original  bill  of  lading  or 
its  equivalent.  In  other  words,  we  do  not  think  that  by  the 
mere  placement  of  a  car  on  a  team  track  a  car  is  placed  for 
unloading  if  the  above  conditions  are  not  met.  Surely  the 
carriers  would  not  permit  a  party  to  unload  a  shipper's  order 
shipment  without  the  surrender  of  the  original  bill  of  lading. 

On  the  other  hand,  if  a  concern  has  credit  with  the  rail- 
road, a  bond  for  the  protection  of  the  shipper's  order  bill  of 
lading,  and  a  private  track,  we  would  consider  that  a  car  placed 
on  that  track  would  be  placed  for  unloading.  We  think  all  of 
the  facts  should  be  given  consideration  before  determining 
whether  a  car  had  been  actually  placed  for  unloading,  and  in 
such  cases  where  the  freight  charges  have  not  been  paid  or 
the  bill  of  lading  surrendered,  we  think  the  car  is  entitled  to 
a  reconsignment  at  the  published  through  rate,  and  have  been 
able  to  convince  some  of  the  carriers  of  this  position. 

As  we  understand  it,  the  carriers  have  been  authorized  to 
amend  the  tariff  to  provide  that  if  a  car  has  been  placed  for 
unloading  on  a  public  delivery  track  but  has  not  been  unloaded 
or  accepted  by  consignee  or  owner,  it  will  be  subject  to  Rule 
No.  10  of  the  tariff  as  amended,  which  allows  the  protection  of 
the  through  rate  plus  a  reconsigning  charge. 

Answer:  While  it  is  true  that,  considered  from  a  legal  point 
of  view,  a  car  may  not  usually  be  considered  as  placed  for 
unloading  so  as  to  give  the  consignee  the  right  to  possession 
of  the  contents  thereof  until  the  consignee  has  established  his 
ownership  and  has  satisfied  the  carrier's  lien  on  the  goods 
for  freight  charges.  Yet,  for  the  purposes  of  the  application 
of  the  demurrage  and  reconsigning  rules  and  charges,  a  car 
may  be  considered  placed  for  unloading,  even  though  all  of 
the  conditions  precedent  to  the  right  of  the  consignee  to  unload 
the  car  have  not  been  met  by  the  consignee 

For  instance,  under  the  provisions  of  Section  B-l  of  Rule  3 
of  the  Uniform  Demurrage  Rules,  a  car  may  have  been  placed 
for  unloading  on  a  public  delivery  track  and  the  free  time  may 
be  running  thereon  prior  to  the  time  the  consignee  has  the 
right  to  unload  the  car. 

Therefore,  while  it  is  true  that,  under  the  provisions  of 
the  note  which  has  recently  been  added  to  Rule  12  of  the  Re- 
consigning  Rules,  which  provides  that,  if  a  car  has  been  placed 
for  unloading  on  a  public  delivery  track,  but  has  not  been 
unloaded  or  accepted  by  consignee  or  owner,  it  will  be  subject 
to  Rule  10,  as  to  cars  which  moved  prior  to  the  incorporation 
of  this  note  in  Rule  12  of  the  Reconsigning  Rules  the  com- 
bination rate,  plus  the  reconsigning  charge  as  per  Rule  18 
of  the  Reconsigning  Rules,  and  not  the  through  rate,  plus  the 
reconsigning  charge  was  properly  assessable  on  such  ship- 
ments as  that  covered  by  the  question  of  Florida  on  page  484 
of  the  September  3,  1921,  issue  of  The  Traffic  World.  This  is 
in  accordance  with  the  opinion  of  the  Commission  in  the  case 
of  Silica  Sand  Producers  Traffic  Association  of  Illinois  vs  C 
B.  &  Q.  R.  R.,  63  I.  C.  C.  217. 

If,  as  you  suggest,  the  payment  of  the  freight  charges  and 
the  surrender   of  the   bill   of  lading  determine   whether  or  not 
a  car  has  been  placed  for  unloading  so  as  to  make  it  subject 
to  the  provisions  of  Rule  12,  there  was  no  necessity  for  incor- 
porating this  note  in  the  rule,  for  the  reason  that  the  purpose 
the  notice  is  to  exclude  from  the  operation  of  Rule  12  cars 
which  have  been  placed  on  a  public  delivery  track,  but  which 
have  not  been  unloaded  or  accepted  by  the  owner  or  consignee. 
Overcharge    Claims— Time    Within     Which    to     File    with    the 
Commission 

Arkansas.— Question:      Kindly    refer    to    your     September 
4th  issue  of  The   Traffic  World,  page  618,  subject,   "Time  for 
Filing  Claims."    Please  advise  if  Senate  has  taken  any  definite 
action. 

Also  advise  if  we  can  file  claims  for  overcharge  on  ship- 
ments moving  prior  to  Government  control.  If  so,  what  is 
time  limit,  and  is  there  any  difference  in  time  limit  of  state 
and  interstate  movements? 

Answer:    The  Senate  has  not  as  yet  taken  any  action  with 

espect  to   Senate  Bill  No.  621,  providing  for  the  extension  of 

time   to   March  1,   1922,  for  the  filing  with  the   Commission   of 

straight  overcharge   claims   on   shipments   which   moved  during 

federal   control. 

Under  the  provisions  of  paragraph  (f)  of  Section  206  of 
the  Transportation  Act,  the  period  of  federal  control  is  not 
to  be  computed  as  part  of  the  period  of  limitation  in  claims 
tor  reparation  to  the  Commission  for  causes  of  action  arising 
prior  to  federal  control,  and  therefore  a  claim  for  overcharge 
which  accrued  not  more  than  fifty  months  ago  is  not  barred 
by  Section  16  of  the  Interstate  Commerce  Commission.  The 
Commission  has  no  jurisdiction  over  claims  for  overcharge  on 
mtrastate  shipments  moving  prior  to  federal  control. 
Damage  from  Delay  Caused  by  Strike 

Oklahoma.— Question:  What  is  the  weight  of  authority  with 
reference  to  the  liability  of  carrier  on  carload  shipment  of  per- 
ishable freight  (apples),  moving  from  producing  point  in  state 
of  Washington  to  Oklahoma,  car  being  delayed  ten  days  in  the 
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Gulfport  Harbor,  Gulfport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 


No  wharfage  charges. 

No  handling  charges  on  lumber  and  articles 

taking  lumber  rates. 
No  charges  for  storage  in  open  storage  yards. 


No  handling  from  cars  to  shipside.  Each 
car  is  placed  alongside  ship  with  con- 
tents in  reach  of  ship's  tackle,  avoiding 
breakage,  shortage  and  defacement. 


Nearly  two  miles  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 

Served  by  the 

GULF  AND  SHIP  ISLAND  RAILROAD 

Inquiries  as  to  the  advantages  of  this  port  are  solicited. 


___  oifisiwwTJfe  A 

T.  E.  Harris,  Traffic  Manager 


Gulf  and  Ship  Island   Railroad 


Gulfport,    Mississippi 
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Billings  (Mont.)  yard,  account  switchmen's  strike,  and  arriving 
destination  in  practically  worthless  condition?  Have  carriers 
recognized  the  "lay-off"  of  switchmen  as  a  strike,  and  can  strike 
clause  in  conditions  of  uniform  bill  of  lading  be  alleged  as  rea- 
son for  declination  of  claim  arising  during  that  period?  Please 
cite  authorities  governing. 

Answer:  While  there  have  been  many  complaints  arising 
out  of  the  so-called  outlaw  strike,  we  are  unaware  of  any  de- 
cisions of  the  courts  upon  the  subject.  The  Interstate  Com- 
merce Commission,  In  the  Matter  of  Bills  of  Lading,  52  I.  C.  C. 
671,  said  that  the  provision  in  the  bill  of  lading  exempting  the 
carrier  from  liability  for  delay  caused  by  riots  or  strikes,  ex- 
cept in  the  case  of  the  carrier's  negligence,  are  in  accord  with 
the  law,  and  such  condition  is  just  and  reasonable. 

If  the  carrier  can  show  that  the  delay  was  caused  by  a 
strike,  whether  authorized  or  unauthorized,  over  which  it  had 
no  control,  it  would  not  be  liable  for  any  deterioration  or  market 
decline  in  the  value  of  the  goods.  It  has  been  held,  however, 
that  where  goods  are  tendered  to  a  carrier  for  transportation,  it 
is  bound  to  advise  the  shipper  as  to  any  cause  likely  to  delay 
transportation,  which  cause  is  within  its  knowledge,  or  within 
its  fair  and  reasonable  means  of  knowledge,  and  not  within  the 
knowledge  of  the  shipper,  and  if  it  fails  in  its  duty  in  this  re- 
spect, a  delay  in  the  transportation  of  the  goods  will  not  be 
excused,  and  that,  too,  irrespective  of  the  nature  of  the  cause. 

Damages — Measure   of,   for   Delay  to   Seasonable    Goods 

Texas. — Question:    Will  you  kindly  give  us  your  opinion  on 
the  following   question   and   cite   us   to   any   decision,   that   you  ' 
know  of,  which  covers  a  similar  situation? 

A  shipment  is  delivered  to  "Road  A"  under  date  of  February 
19,  1920;  "Road  A"  delivered  the  shipment  to  the  steamship 
company  "B"  under  date  of  March  11,  1920.  The  distance  from 
point  of  origin  to  point  of  delivery  to  "Carrier  B"  is  226  miles. 
"Carrier  B"  received  this  shipment  on  their  piers  in  New  York 
City,  and  delivered  same  to  "Road  C"  at  Galveston,  Tex.,  under 
date  of  June  8  and  June  18,  1920.  "Road  C"  delivered  same  to 
us  under  date  of  June  9  and  June  19,  1920.  Shipment  was  in 
transit  four  months  and  consisted  of  men's  shoes.  Four  months 
is  an  unreasonable  time  in  transit.  We  have  filed  claim  against 
the  delivering  line  account  of  this  delay.  We  cannot  claim  a 
depreciation  in  the  market  value  of  these  shoes,  as  we  could 
have  purchased  them  for  the  same  price  on  delivery  date,  as 
we  did  on  shipping  date.  This  can  be  attributed  to  the  fact  that 
we  bought  these  shoes  in  the  year  1919,  to  be  shipped  in  Feb- 
ruary, 1920,  and  the  price  of  these  shoes  was  much  higher  on 
the  date  of  shipment  than  they  were  at  the  date  of  purchasing, 
but  declined  in  price,  from  the  time  of  shipment  to  the  time  of 
delivery,  to  the  price  that  we  paid  for  them  at  time  we  pur- 
chased them.  But  our  loss  on  this  shipment  is  that  we  were 
compelled  to  put  these  shoes  on  sale  at  a  very  attractive  price 
to  dispose  of  them  and,  even  at  that,  we  were  unable  to  dispose 
of  them  all  and  it  was  necessary  that  we  carry  a  good  portion 
of  them  over  until  this  season,  when  shoes  took  another  decline 
in  prices.  After  May  15  the  oxford  season  in  this  territory  is 
very  poor. 

The  delay  was  caused  by  the  longshoremen's  strike,  which 
took  place  on  March  13,  1920.  There  seems  to  be  an  unreason- 
able delay  from  "A"  to  "B."  No  doubt  "Carrier  B"  had  advance 
notice  of  this  labor  trouble  and  should  not  have  accepted  this 
shipment  to  move  over  their  line.  After  acceptance  by  "Carrier 
B"  it  stands  to  reason  that  this  shipment  stayed  on  their  piers 
in  New  York  City,  for  it  was  only  two  days  until  the  strike  took 
place,  and  it  was  not  until  the  latter  part  of  May  that  the  ship- 
ment moved  forward  to  Galveston,  Tex.  It  seems  that  they 
should  be  made  to  prove  their  efforts  in  trying  to  dispose  of 
this  shipment  to  an  all-rail  carrier.  From  February  19  to  March 
13,  with  reasonable  dispatch,  this  shipment  could  have  been 
placed  beyond  Galveston  and  would  have  been  delivered  on  time. 

This  is  not  a  claim  against  the  carrier  for  a  loss  account 
of  depreciation  in  the  market  or  replacement  value  account  of 
loss  damage  or  delay,  but  a  claim  account  of  an  unreasonable 
delay  on  seasonable  merchandise. 

Answer:  In  the  case  of  Fisher  vs.  Railroad  Co.,  99  Me. 
338,  59  Atl.  Rept.  532,  it  was  held  that,  if,  owing  to  some  ob- 
struction upon  the  route,  the  carrier  is  unable  to  forward  the 
goods,  he  cannot,  of  his  own  accord,  where  the  safety  of  the 
goods  does  not  require  it,  undertake  to  send  them  forward  over 
another  route  for  the  purpose  of  merely  obviating  a  delay.  His 
duty  under  such  circumstances  is  to  communicate  with  the 
shipper  and  obtain  instructions  as  to  their  disposition  and,  for 
failure  to  do  so,  he  will  be  liable  for  such  damages  as  result 
from  his  wrongful  act.  The  measure  of  damages  for  unreason- 
able delay  is  the  difference  between  the  value  of  the  goods  at 
destination  at  the  time  they  should  have  been  delivered  and 
their  value  at  the  same  place  at  the  time  they  actually  were 
delivered.  Under  this  rule  you  can  claim  a  depreciation  in  the 
market  value,  even  though  the  goods  were  seasonable,  if  they 
had  some  value.  Your  loss  is  the  difference  between  that  value 
and  the  value  at  the  time  the  goods  were  delivered.  Steinburg 
vs.  Erie  R.  Co.,  170  N.  Y.  S.  893. 

In  W.  F.  &  N.  W.  Ry.  vs.  D.  Cowley  Co.  it  was  said: 


Whatever  damages  may  have  accrued  after  the  delivery  of  said 
merchandise  to  plaintiffs  by  reason  of  having  to  carry  over  said  goods 
to  another  season  are  too  remote,  and  cannot  be  recovered,  and  the 
court  committed  reversible  error  in  permitting  evidence  to  go  to  the 
jury  as  to  the  depreciation  of  the  value  of  the  merchandise  in  ques- 
tion by  carrying  them  over  to  another  season. 

Shortage — Proof  of 

Pennsylvania. — Question:  A  shipper's  load  and  count  ship- 
ment arrived  on  a  team  track  delivery,  car  was  unloaded  within 
the  48  hours'  time.  There  was  a  shortage  of  some  30  or  40 
packages,  and  the  party  unloading  the  car  has  taken  affidavit 
to  that  effect. 

The  carrier  refuses  to  honor  claim  on  the  grounds  that  the 
tally  used  when  unloading  the  car  was  not  standardized  or  the 
kind  recommended  by  the  railroad;  that  is,  marking  1,  2,  3,  4 
and  crossing  the  4  with  the  fifth  one,  etc. , 

I  have  looked  over  your  Traffic  Worlds  for  the  past  five 
years  and  I  am  unable  to  find  where  this  subject  has  been 
touched  upon.  Will  you  please  point  out  to  me  if  there  has 
been  a  court  ruling  as  to  the  tally  of  shipments  of  this  nature? 
If  so,  kindly  cite  the  case. 

Answer:  Almost  invariably,  in  loss  and  damage  cases,  the 
contentions  of  the  claimant  and  carrier  present  questions  of  fact 
which  are  diametrically  opposed,  and  which  it  is  the  duty  of 
the  jury  to  settle.  The  question  involved  in  the  instant  case,  is 
whether  a  certain  amount  was  loaded  at  point  of  origin  and  a 
lesser  amount  was  delivered  at  destination  by  the  carrier,  and, 
therefore,  it  is  incumbent  upon  the  claimant  to  present  such 
proof  of  the  shortage  as  to  leave  no  doubt  in  the  minds  of  the 
jury,  if  suit  is  necessary,  as  to  the  liability  of  the  carrier  for 
the  shortage. 

We  are  unaware  of  any  decision  of  the  courts  upon  the 
question  as  to  what  constitutes  a  proper  methood  of  tallying 
shipments  at  destination,  but  we  think  that,  if  your  methods 
of  noting  the  shortage  are  such  as  would  be  used  by  any  careful, 
prudent  person,  they  would  be  given  full  credit  by  a  jury,  not- 
withstanding that  the  railroads  have  recommended  the  use  of 
a  particular  form  for  noting  shortage. 

Accord  and  Satisfaction — What  Constitutes 

Wisconsin. — Question:  On  April  20,  1920,  we  filed  a  claim 
for  loss  of  part  of  a  shipment  in  the  amount  of  $222.74.  Some 
time  after  we  found  that  an  error  had  been  made  in  the  amount 
of  claim,  which  should  have  been  $324.69,  and  notified  the  trans- 
portation company,  with  whom  claim  was  filed,  of  this  fact  on 
February  7,  1921,  requesting  that  additional  payment  be  made. 
We  have  written  innumerable  letters  requesting  their  check, 
but  have  always  been  unsuccessful  in  obtaining  any  definite 
reply  or  action  until  a  few  days  ago,  when  the  claim  agent  wrote 
us,  stating  that  it  is  a  rule  that  when  a  claim  has  been  paid 
the  account  is  fully  liquidated  and  cannot  be  reopened;  and 
that,  inasmuch  as  this  claim  was  paid  on  December  2,  1920,  in 
the  amount  originally  filed,  they  cannot  consider  our  claim  for 
the  balance  of  $101.95.  Please  advise  if  they  are  warranted  in 
taking  such  a  stand  in  this  transaction,  and  if  there  is  any  way 
in  which  we  may  make  this  collection. 

Answer:  Ordinarily,  where  there  is  nothing  more  than  a 
simple  payment,  the  acceptance  of  a  less  sum  of  money  in  sat- 
isfaction for  a  greater  sum  due,  will  not  be  sufficient  to  sustain 
an  accord  and  satisfaction;  but  where  the  creditor,  in  order  to 
avoid  a  suit  on  an  account,  the  result  of  which  he  is  doubtful, 
agrees  to  receive  any  sum  in  full  satisfaction  of  the  amount 
claimed  to  be  due  on  account,  and  the  debtor  pays  the  sum 
agreed  upon,  such  agreement  of  payment  will  completely  dis- 
charge the  debtor  from  liability.  In  other  words,  a  receipt  in 
full  operates  as  a  release,  especially  if  the  amount  of  the  debt 
was  doubtful  at  the  time  of  the  receipt. 

In  the  instant  case,  if,  at  the  time  of  payment  of  the  claim, 
there  was  no  dispute  as  to  the  amount  due,  the  acceptance  of 
the  check,  in  our  opinion,  would  be  regarded  as  a  simple  pay- 
ment and  would  not  be  an  accord  and  satisfaction.  See  Caravia 
vs.  Levy,  119  N.  Y.  S.  160. 

Notice  of  Claim 

Texas. — Question:  One  of  our  members  advises  that  he  saw 
a  press  notice  some  days  ago  to  the  effect  that  the  Supreme 
Court  or  some  other  court  of  competent  jurisdiction,  had  held 
that  paragraph  2,  section  2,  Uniform  Bill  of  Lading,  requiring 
that  claims  for  loss  and  damage  be  made  in  writing  within  six 
months  after  delivery  of  property,  or  after  a  reasonable  time 
for  delivery,  could  not  be  enforced  by  the  carrier. 

I  have  not  seen  any  reference  to  such  a  decision  and  will  be 
pleased  to  have  you  advise  if  you  know  anything  of  this.  If 
so,  please  give  me  reference  to  the  decision. 

Answer:  The  decision  to  which  you  refer  is  no  doubt  that 
of  Hailey  vs.  O.  S.  L.,  253  Fed.  569,  in  which  case  the  court  was 
called  upon  to  pass  upon  this  provision  of  the  bill  of  lading 
and,  in  sustaining  a  motion  on  the  part  of  the  plaintiff  to  strike 
out  the  part  of  the  answer  of  the  defendant  setting  up  the  lack 
of  notice  of  a  claim,  said  in  part:  "It  must  be  admitted  that 
the  meaning  of  the  proviso  is  extremely  obscure.  The  subject 
matter  which  Congress  had  under  consideration  was  the  extent 
to  which  the  carrier  should  be  permitted  to  go  in  exacting  notice 
and  the  presentation  of  claims  for  damages.  In  the  principal 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gulf  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Ball  West  African  Service — 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN.  Man.g«r 
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clause  it  is  declared  that  it  shall  be  unlawful  to  require  notice 
in  less  than  three  months,  the  filling  of  claims  in  less  than  four 
months,  or  the  bringing  of  suit  in  less  than  two  years.  Such  a 
provision  would  seem  to  be  both  clear  and  reasonable.  But 
why  an  exception  to  it?  Why,  in  the  absence  of  fraudulent  con- 
cealment or  some  extraordinary  disability,  excuse  the  shipper 
in  any  case  from  giving  notice  or  filing  his  claim  or  commencing 
his  suit  within  the  period  prescribed?  No  satisfactory  answer 
has  been  suggested,  and  apparently  none  is  at  hand.  We  can- 
not with  assurance,  therefore,  interpret  the  proviso  in  the  light 
of  the  object  intended  to  be  accomplished,  nor  can  a  construc- 
tion be  condemned  merely  because  thereunder  the  provision 
does  not  commend  itself  to  us  as  being  entirely  reasonable." 

Loss  in  Shipment  Moving  Under  Clear  Seal   Record 

Illinois. — Question:  Kindly  advise  if  railroad  can  be  held 
liable  to  the  following:  An  L.  C.  L.  shipment  of  scrap  aluminum 
castings  was  weighed  on  the  wagon  scale  of  the  carrier  (under 
supervision  of  Western  Weighing  and  Inspection  Bureau)  at 
originating  point  and  uniform  bill  of  lading  with  weight  in- 
serted on  same  issued  to  shipper,  together  with  original  scale 
ticket  as  weighed  by  the  sworn  weigher  for  the  W.  W.  &  I.  B., 
and  a  less  quantity  was  delivered  to  consumer  at  destination,  as 
per  receiving  clerk's  affidavit.  The  shortage  was  804  pounds 
on  a  shipment  of  12,560  pounds,  and  carrier  informed  us  that 
shipment  moved  under  clear  record.  This  material  was  loaded 
direct  into  car  at  team  track  and  forwarded  to  destination  with- 
out any  other  merchandise  loaded  in  the  same  car.  In  other 
words,  moved  as  a  carload  shipment  on  an  L.  C.  L.  rate.  The 
above  moved  between  two  points  in  Illinois. 

Answer:  In  actions  against  a  carrier  for  damages  sus- 
tained by  the  owner  of  goods  by  reason  of  the  carrier's  default, 
whereby  a  loss  or  an  injury  has  happened  to  them,  whether  the 
action  be  based  upon  the  breach  of  duty  or  upon  the  contract,  it 
•will  be  necessary  for  the  plaintiff  to  show  a  delivery  of  the 
goods  to  him,  an  undertaking  or  contract  on  his  part,  either 
express  or  implied,  to  transport  them  as  alleged,  and  the  failure 
to  perform  the  contract  or  his  duty  according  to  his  under- 
taking. Hutchinson  on  Carriers,  Vol.  3,  section  1346.  Upon 
such  a  showing,  the  burden  then  rests  upon  the  carrier  of  prov- 
ing that  the  loss  occurred  through  some  cause  for  which  it  is 
not  liable  as  an  insurer.  Galveston,  etc.,  R.  R.  vs.  Wallace,  223 
U.  S.  481.  In  claims  for  damages  for  loss  in  transit,  evidence 
of  the  owner  that  a  certain  quantity  of  goods  was  loaded  at 
shipping  point  and  that  the  same  quantity  was  not  delivered 
at  destination  point,  makes  the  carrier  prima  facie  liable  for 


the  difference,  and  places  upon  it  the  burden  of  proving  that  it 
did  not  in  fact  receive  the  quantity  of  goods  as  covered  by  the 
bill  of  lading  or  that  the  loss  was  caused  by  an  act  of  God,  the 
public  enemy  or  the  fault  of  the  shipper.  The  fact  that  ship- 
ment is  moving  under  a  clear  record  does  not  relieve  the  carrier 
of  liability  for  the  shortage.  See  Baker  vs.  Dittlinger  Roller 
Mills  Co.,  203  S.  W.  798.  So,  in  the  instant  case,  if  you  can 
prove  that  the  carrier  received  12,560  pounds  of  scrap  castings 
and  that  it  delivered  but  1,156  pounds,  you  should  recover  for 
the  loss  of  804  pounds. 


Digest  of  New  Complaints 


No.  12951,  Sub.  No.  1.  John  A.  Roebling's  Sons  Co..  Trenton,  X.  J.,  vs. 
Philadelphia  &  Reading  et  al. 

Unjust  and  unreasonable  rates  on  furnace  or  fluxing;  limestone 
between  S'watara,  Pa.,  and  Roebling.  N.  J.  Ask  for  establishment 
of  just  and  reasonable  rates  and  reparation. 

No.  13222.  American  Salt  &  Coal  Co.,  Lyons,  Kan.,  vs.  A.  T.  &  S.  F. 
et  al. 

Unfair,  unjust,  discriminatory  rate  of  35  cents  on  salt  from 
Lyons,  Kan.,  to  Chicago  in  that  it  exceeded  rate  of  21  cents. 
Asks  cease  and  desist  order  and  just  and  reasonable  rates. 

No.    13222,  Sub.    No.   1.     Bevis   Rock   Salt  Co.,    Lyons,   Kan.,   vs.    A.    T. 
&   S.   F.   et  al. 
Same  complaint  and  prayer. 

No.  13223.  Royal  Salt  Co.,  Kanopolis,  Kan.,  vs.  A.  T.  &  S.  P.  et  al. 
Unjust  and  unreasonable  rate  of  35  cents  on  salt  from  Kanop- 
olis, Kan.,  to  Chicago  in  that  it  exceeds  21  cents;  to  Minne- 
apolis in  that  it  exceeds  2H£  cents',  and  to  St.  Louis  to  extent 
it  exceeds  20V4  cents.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

No.  13224.  San  Francisco-Sacramento  Railroad  Co.,  San  Francisco, 
Cal.,  vs.  Sacramento  Northern  Railroad. 

Unreasonable  and  discriminatory  rates  for  switching  services 
at  Sacramento,  Cal.  Asks  establishment  of  charge  of  $3  per  car 
and  return  of  charges  collected  on  basis  of  37%c  per  ton,  mini- 
mum charge  $G  per  car. 

No.  13225.  Todd  Dry  Dock  &  Construction  Corporation,  successor  to 
Seattle  Construction  &  Dry  Dock  Co.,  Tacoma,  Wash.,  vs.  C.  M. 
&  St.  P.  et  al. 

Unjust,  unreasonable,  excessive  rates  on  27  cars  of  steel  plntf* 
shipped  from  Munhall.  Pa.,  to  Seattle,  Wash.,  in  1!H7.  Asks 
reparation. 

No.  13226.  Andrews  Brothers  et  al.,  Greenville,  Mich.,  vs.  Akron, 
Canton  &  Youngstown  Ry.  Co.  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential rates  and  unjustly  discriminatory  and  unduly  preferen- 
tial rules,  regulations  and  practices  on  shipments  of  potatoes  from 
points  in  lower  peninsula  of  Michigan  to  various  interstate  des- 
tinations. Asks  cease  and  desist  order,  just  and  reasonable  maxi- 
mum rates,  rules,  regulations  and  practices,  and  reparation. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

November  7— San  Francisco,   Calif.— Examiner  Seal: 
13049 — B.  H.  Edwards,  doing-  business  as  E.  H.  Edwards  Co.  vs.  Di- 
rector General. 

12968 — Judson  Mfg.  Co.  vs.  Director  General  and  Southern  Pacific. 
Nov.  7 — Madison,  Wis.— Examiner  Money: 

1612 — Joint  application  of  Rock  County  Telephone  Co.  and  Wiscon- 
sin Telephone  Co.  for  a  certificate  that  proposed  consolidation  will 
be  of  advantage  to  persons  to  whom  service  is  to  be  rendered  and 
in  the  public  interest. 

November  7 — New  York,  N.  Y. — Examiner  Disque: 
13098 — Arbuckle  Bros,  et  al.  vs.  Ann  Arbor  et  al. 
November  8 — Argument  at  Washington,  D.  C.: 

*  12146 — National  Live  Stock  Shippers'  League  et  al.  vs.  A.  T.  &  S.  F. 

et  al.     (This  will  include  all  pending  applications.) 
November  8 — San  Francisco,  Calif. — Examiner  Seal: 

13056— California  Cotton  Mills  Co.  vs.  Southern  Ry.  et  al. 
November  9— -Argument  at  Washington,  D.  C.: 

11313— The  Grand  Ronde  Lbr.  Co.  vs.  Director  General,  O.-W.  R.  &  N. 

10128 — Lumber  carload  minima. 
November  9— San  Francisco,  Calif. — Examiner  Seal: 

12912 — The   San   Francisco   Wholesale   Dairy  Produce   Exchange   vs. 

Am.  Ry.  Express.  Co. 
November  10 — New  York.  N.  Y. — Examiner  Pitt: 

*  Fourth   Section  App.    12095   of  R.   N.   Collyer — Mine   rock   salt   from 

New  York  points  to  eastern  and  New  England  points. 
November  10 — Washington,   D.   C. — Examiner  Fuller: 

I.  and  S.  1420 — Fruits  and  vegetables  to  Duane  Street,  New  York. 
November  10 — New  York,  N.  Y. — Examiner  Butler: 
12893 — Transportation  of  strawberries  by  express  in  C.  L.  lots  in  pas- 
senger trains  from  Florida  to  northern  markets. 
12981 — Railroad  Commissioners  of  the  state  of  Florida  vs.  American 

Ry.  Express  Co. 

November  10 — Argument  at  Washington,  D.  C.: 

10733 — National   Paving   Brick   Manufacturers'   Assn.   et   al.    vs     Di- 
rector General,  A.  &  V.  et  al. 
11006 — Kalamazoo  Tank  and  Silo  Co.  vs.  Director  General,  C.   &  N 

W.  et  al. 

November  10 — Washington,  D.  C. — Examiner  Early: 
I.  and  S.  1411 — Stone  from  Chicago  and  west  to  California  terminal 

and  intermediate  points. 

November  10 — San  Francisco,  Calif. — Examiner  Seal: 
12983 — Crown  Willamette  Paper  Co.  vs.  Director  General  et  al. 


November  11 — Cincinnati,  O. — Examiner  McQuillan: 

1298<! — The  Exchange  of  the  Cincinnati  Grain  &  Hay  Exchange  Co. 

vs.  B.  &  O.  et  al. 
November  11 — Ogden,  Utah — Examiner  H.  J.  Wagner: 

13021 — The  Wyoming  Sugar  Co.  vs.  Director  General  and  C.  B.  &  Q. 

13021    (Sub.    No.   1) — The   Wyoming   Sugar  Co.   vs.   Director  General 

and  C.  B.  &  Q. 
November  11 — Argument  at  Washington,  D.  C. : 

10733 — National   Paving   Brick   Manufacturers'    Assn.    et   al.   vs.   Di- 
rector General,  A.  &  V.  et  al. 

11006 — Kalamazoo    Tank    and   Silo    Co.    vs.    Director    General,    C.    & 

N.  W.  et  al. 
November  12 — Fairmont,  W.  Va. — Examiner  Fuller: 

13055 — The  Monongahela  Power  &  Ry.  Co.  vs.  Director  Gem-nil. 
November  12 — Cincinnati,  Ohio — Examiner  McQuillan: 

13020— Nivison-Weiskoff  Co.  vs.  Director  General. 
November  12 — Argument  at  Washington,  D.  C.: 

Finance  Docket  1237 — Cleveland  passenger  terminal  case. 
November  14 — Chicago.  111. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940  and  12094. 
November  14 — Chicago,  111.— Examiner  Hosmer: 

12950 — The  Atlas  Portland  Cement  Co.  vs.  Director  General. 
November  14 — Wheeling,  W.  Va.— Examiner  Fuller: 

13040 — Hazel  Atlas  Glass  Co.  vs.  Director  General  and  P.  R.  R. 
November  14 — Macon,  Ga. — Examiner  Woodrow: 

13011 — Macon  Chamber  of  Commerce  vs.  C.  N.  O.  &  T.  P.  et  al. 

13016 — Macon  Chamber  of  Commerce  vs.  A.  C.  L.  et  al. 

13017— Ideal  Supply  Co.  vs.  Sou.  Ry.  .et  al. 
November  14 — Pittsburgh,  Pa.— Examiner  Shanafelt: 

13065— Pittsburgh  Steel  Co.  vs.  Director  General.  P.  R.  R.  et  al. 

13005— Weirton  Steel  Co.   vs.   Monongahela  Ry.   et  al. 
November  .14.— St.  Louis.  Mo.— Examiner  McQuillan: 

12963— Neidringhaus  Metal  Ware  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

Portions  of  fourth  section  app.  701  of  Agents  Leland  and  Tucker. 
*  I.  and  S.  1432— Stoppage  of  goods  in  transit. 
November  14 — New  York.  N.  Y. — Examiner  Flynn: 

12973 — Chevrolet  Motor  Co.  of  New  York  vs.  Director  General,  G.  T. 
W.  et  al. 

12942— The  Diamond  Match  Co.  vs.  Director  Genera!. 
November  14 — Pueblo.  Colo.— Examiner  H.  J.  Wagner: 

12985— Norman  H.  Schlieper  vs.  Southern  Pacific  et  al. 

I.  and  S.  1412— Non-application  of  Group  J  rates  from  and  to  D.  ft 

R.  G.  W.  stations  south  and  east  of  Grand  Junction,  Colo. 
November  14 — San  Francisco.  Calif.— Examiner  Seal: 

I.  and  S.  1393 — Cotton  and  cotton   linters  to  Pacific   coast  ports  for 
export. 
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*SS  PINE  TREE  STATE  .     .     .     December  10 


November  30 


('Combination  21,000  ton  freight  and  passenger  liners,  speed  17^2  knots.) 
(Through  bills  of  lading  issued  in  connection  with  our  feeder  services  and  other  lines.) 
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Far  Additional  Sailing  Datel,  Rate*,  Detailed  Information  Apply  to 


142  South  Clark  Street,  Chicago          17  State  Street,  New  York 
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L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 
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American  Flag 
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November  15 — Washington,  D.  C. — Examiner  J.  B.  Smith: 
13110— M.  &  St.  L.  R.  R.  Co.  vs.  Peoria  &  Pekin  Union  Ry. 

November  15 — New  York,  N.  Y. — Examiner  Flynn: 
12987 — Barnes  Foundry  Co.  vs.  C.  R.  R.  of  N.  J 
12978 — The  Quaker  Oats  Co.  vs.  Director  General,  Can.  Natl.  et  al. 

November  15 — St.  Louis,  Mo. — Examiner  McQuillan: 
12989 — Barnett-Fisher  Coal  &  Mining  Co.  vs.  Marion  &  Eastern  et  al. 

November  15 — Butte,  Mont. — Examiner  Pattison: 

13069 — Montana  Express  case. 
November  16 — Washington,  D.  C. — Examiner  McGrath: 

13006— East  Coast  Potato  Distributors  vs.  N.  Y.  P.  &  Ni  et  al. 
November  16 — Atlanta,  Ga. — Examiner  Woodrow: 

12786 — Southern  Fisheries  Assn.  vs.  Am.  Ry.  Exp.  Co.  et  al. 

12960 — Portsmouth  Cotton  Oil  Refining  Corp.  vs.  N.  Y.  P.  &  N.  et  al. 

12960  (Sub  No.  1) — Portsmouth  Cotton  Oil  Refining  Corp.  vs.  Di- 
rector General. 

*  12784 — Southeastern  Express  Co.  vs.  Am.  Ry.  Exp.  Co. 
November  16 — St.  Louis,  Mo. — Examiner  McQuillan: 

13071 — In  the  matter  of  intrastate  rates  of  the  Terminal  R.  R.  Assn. 
of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 

*  13216— East   St.    Louis   Stone   Co.    vs.   Terminal   R.    R.    Assn.    of   St. 

Louis  et  al. 
November  16 — Parkersburg,  W.  Va.— Examiner  Fuller: 

13061 — H.  M.  Spence  vs.  Director  General,  B.  &  O.  et  al. 
November  16 — Cleveland.   O. — Examiner  Shanafelt: 

13086— The  Standard  Oil  Co.  vs.  Director  General  and  A.  C.  &  Y. 
November  16 — New  York,  N.  Y. — Examiner  Flynn: 
13018 — The  Borden  Sales  Co.,  Inc.,  vs.  Director  General. 
13012 — American  Trading  Co.   vs.    Director  General. 
13012   (Sub.  No.  1)— The  Hatters  Fur  Cutters  Assn.  of  the  U.  S.  A. 

et  al.  vs.  Director  General. 

13012  (Sub.  No.  2) — General  Hide  &  Skin  Corp.  vs.  Director  General. 
13012  (Sub  No.  3) — Surpass  Leather  Co.  vs.  Director  General. 
November  16 — Argument  at  Washington.  D.  C. : 

I   and  S  1365 — Routing  on  coal  from  W.  Md.  Ry.   mines  to  eastern 

destinations. 
I  and  S  1357 — Application  of  rate  and  minimum  weight  on  live  stock 

in  mixed  carloads. 

12022 — New  England  Paper  and  Pulp  Traffic  Assn.  vs.  Hoosac  Tun- 
nel &  Wilmington  R.  R.  et  al. 

November  17 — Washington.  D.  C. — Examiner  J.  E.  Smith: 
~  I.  and  S.  1435 — Lumber  from  Morehead.  Ky.,  to  eastern  points. 
November  17 — Argument  at  Washington,  D.  C.: 

*  11757— C.  St.  P.  M.  &  O.  Ry.  Co.  et  al.  vs.  Great  Lakes  Transit  Corp. 
November  17— Chicago,  111.— Examiner  Hosmer: 

12597— O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Ann  Arbor, 
et  al. 

12624— -p-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Abilene  & 

Southern  et  al.     Such  fourth  section  departures  as  may  exist. 
November  17— New  York,   N.   Y.— Examiner  Flynn: 

13010— New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
November  17— Toledo,  O.— Examiner  Shanafelt: 

12971 — The  Rocbond  Co.  vfi,  Jiij-eeior  ripnpi-al  T.  &  N.  et  al.  Por- 
tions of  fourth  section  apps.  1952  of  L.  &*-M,  and  2060  of  J.  F. 
Tucker,  agent. 


November  17— Chicago,  111.— Examiner  Disque: 

Portions  of  Fourth  Section  App.  8835  of  R.  H.  Counties. 
November  17 — Argument  at  Washington,  D.  C.: 

*  8418 — Railioad   C  ommission  of   Louisiana   vs.    Aransas  Terminal   Ky. 

et  al.  and  affiliated  cases  in  so  far  as  they  concern  reasonableness, 
relationship  and  propriety  of  differential  rates  to  and  from  points 
on  the  Stamford  &  Northwestern  branch  of  Wichita  Valley  R.  R. 

*  11764 — In   the   matter  of  intrastate  rates  within   the  state  of  Texas, 

in  so  far  as  it  concerns  reasonableness,  relationship  and  propriety 
of  the  rates  between  El  Paso  and  Ft.  Bliss  and  Material  Yard,  Tex. 

November  18 — Lexington,  Ky. — Examiner  Fuller: 

*  13196— Lexington  Granite  Co.,  Inc.,  vs.  Director  General. 

November  18 — Washington,  D.  C. — Examiner  McGrath: 
13092 — Sloss-S'heffleld   Steel   &   Iron   Co.   vs.   Director  General. 

November  18 — Detroit,   Mich. — Examiner  Stmnafelt: 
13088 — White  Star  Refining  .Co.   vs.  Director  General. 
1304Z^7The  City  of  Detroit  vs.  C.  &  O.  et  al. 

November  18 — Boise,  Ida. — Examiner  Pattison: 

13066 — In  the  matter  of  intrastate  rates  of  the  Amer.  Ry.   Exp.  Co. 

between  points  in  the  state  of  Idaho. 
November  18 — Chicago,  111. — Examiner  Hosmer: 

12956— Carnation   Milk   Products  Co.   vs.   Director  General,   C.   M.   & 
St   P. 

12957 — Carnaton  Milk   Products  Co.   vs.   Director  General  and   N.   P. 

12958 — Carnation  Milk  Products  Co.  vs.   Director  General  and  G.  N. 
November  18 — New  York,  N.  Y. — Examiner  Flynn: 

13039— Hidalgo  Steel  Co.,  Inc.,  vs.  P.  R.  R. 
November  18 — Argument  at  Washington,  D.  C.: 

I  and  S  1344 — Estimated  weights  on  berries  in  pony  refrigerators. 

9294 — Portland    Traffic    and    Transp.    Assn.    vs.    Sou.    Pac.    and    Di- 
rector General. 

9434 — Portland  Traffic  and  Transp.  Assn.  vs.   Sou.   Pac.  et  al. 

9472 — Medford   Commercial    Club   vs.    Sou.    Pac.   and   Director   Gen- 

Gl'fll 

12830— Klamath  County  Chamber  of  Commerce  vs.   Sou.   Pac. 
November  19 — Washington,   D.  C. — Examiner  McGrath: 

13109 — Star  Timber  Co.  vs.   C.   &  N.   W. 
November   19 — Anniston,  Ala. — Examiner  Woodrow: 

13101 — Southern  Manganese  Corp.  vs.  Director  General. 
November  19 — New  York,  N.  Y. — Examiner  Flynn: 

13036 — Cayuga  Operting  Co.,  Inc.,  vs.  Director  General. 
November  19 — Argument  at  Washington,  D.  C.: 

11460 — Minnesota    By-Products    Coke    Co.    vs.    Director    General,    C. 
B.    &    Q.    et    al. 

12171 — Public  Service  Commission  of  Nevada  vs.  A.  T.  &  S.  F.  et  al. 

11426—111.  Cent.  R.  R.  Co.  et  nl.  vs.  N.  O.  G.  N.  et  al. 
November  19 — Omaha,   Neb. — Examiner  Disque: 

Portions  of  Fourth  Section  Apps.  8835  of  R.  H.  Countiss. 
!  November  21 — Washington,   D.   C. — Examiner  McGrath: 

12497 — United  States  of  America  vs.  Director  General,  B.  &  O.  et  al. 

12497  (Sub  No.  1) — United  States  of  America  vs.  Wharton  &  North- 
ern, Director  General  et  al. 

November  21-»Battle  Cre**r.  Mich.— Examiner  Shanafelt: 

'    13015 — KellogRToasted  Corn  Flake  Co.  vs.  A.  T.  &  S.  F.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

TRANSCONTINENTAL  FOURTH  SECTION  APPLICATIONS— Appellations  tor  relief  from  provisions  of  Fourth  Section  of  Interstate 
Commerce  Act  In  connection  with  rates  on  various  commodities    car'oads.  from  Eastern  defined  teirltories  to  Pacific  Coast  termi- 
nals, begTnnlng  Chicago.  November  llth,  before  Kvam'ner  Disque.    Hearings  will  a  so  be  held  at  Omalu,  Denver,  Helena,  Mont., 
Salt  Lake  City,  Boise,  Spokane,  Portland,  Ore..  San  Francisco.  Reno,  Phoenix,  Atlanta.  New  Orleans  and  New  York. 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  "should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth  Building,   New   York  City. 

The  charge,   as   fixed  by  the  Commission,   is   12%   cents  per  page  for 
each  copy  furnished. 
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Transportation  171  SPITZER  BLOB. 

Trackage  Arrangements — Demurrage     TOLEDO,  OHIO 

Oeneral  Matter!  Belatlnt  to  State, 

latentate  and  Foreign  Commerce 


OEOBOC  N.  BROWN 


OEOROE  L.  BOYLE 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjuitmeati 

aid  Practice  before  the  Interstate 

Commrrr*  Cnmmimion 

Boom  806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 

GEO.    T.    BELL 

COMMERCE   COUNSEL 

1919-1921.  Executive  Vice- President.  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney -Examiner,  Inter- 
State  Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 

MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 

Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
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105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  year»  Attorney  and  Bummer.  Interstate 
Commerce  Commission  and  prior  thereto  engaged  1«  Ike 
prartlre  nf  lav  et  Louisville  Ky  ) 

Sperlal  attention  to  marten  before  the  laterstats 
Commerct  Commission.  Income  Tax  U«lt  Federal 
Trade  Commlxloai.  United  State*  Shipping  Board, 
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70170*  WOODWARD  BLDQ.,  WASHINGTON 


JAMES  BORLAND 

Consulting  Traffic  Manager 

All  Traffic  and  Tranaportation  Matters 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  Express  Claims  for  Shippers 

1659  Foulkrod  Street,     PHILADELPHIA,  PA. 


EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty    Central    Trust    Building 
St.  Louis,  Mo. 

Special  Attention  to  matters  before  Inter- 
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railroad  and  rate  litigation  and  claim*. 


November  12,   I  ill' I 


THE    TRAFFIC     WORLD 


969 


TABLE  OF  CONTENTS 


EDITORIAL 

A  legislative  program — W.  H.  Chandler — The  barge  line 
service  973 

CURRENT  TOPICS  IN  WASHINGTON 

Reduced  rates  and  wages — Howl  from  labor  leaders  expected — 
Public  concern  as  to  strikes — Restoration  of  pre-war  prices.  977 

DECISIONS  OF  THE  COMMISSION 

Box  snooks  from  Georgia,  North  and  South  Carolina  and  Vir- 
ginia to  eastern  points;  I.  and  S.  1358 979 

Procter  &  Gamble  Co.  vs.  Arkansas  Central  et  al. ;  case  11649; 
vegetable  oils  (64  I.  C.  C.,  213-218)  979 

Missouri  Portland  Cement  Co.  vs.  Director  General;  case 
11820;  sand  (64  I.  C.  C.,  243-247)  979 

Free  time  allowance,  decreased,  at  ports  on  traffic  from  Cali- 
fornia; I.  and  S.  1362 979 

Cobbs  &  Mitchell,  Inc.,  vs.  Director  General,  G.  R.  &  1.;  case 
11216;  logs  (64  I.  C.  C.,  229-232) 980 

Lee,  H.  D.,  Flour  Mills  Co.  et  al.  vs.  Director  General;  case 
12152:  wheat  and  flour  (64  I.  C.  C.,  226-228) 980 

Bedford  Pulp  and  Paper  Co.  vs.  Director  General,  C.  &  O. ; 
case  11976;  imported  wood  pulp  (64  I.  C.  C.,  219-220) 980 

Indian  Packing  Corporation  vs.  Director  General,  Ann  Arbor 
et  al.;  case  11130:  sliced  dried  beef  (64  I.  C.  C.,  205-212) 980 

Rumble  &  Wensel  Company  vs.  Director  General;  case  11595; 
oats  (64  I.  C.  C.,  199-200)  980 

Boldt,  Charles,  Paper  Mill  Co.  vs.  Director  General;  case 
12153:  bituminous  coal  (64  I.  C.  C.,  223-225) 980 

Stone  from  Bridgeport  and  Mascot,  Tenn.,  to  L..  &  N.  stations; 
I.  and  S.  1355  980 

TENTATIVE   REPORTS  OF  THE  COMMISSION 981 

U.  S.  SUPREME  COURT  DECISIONS 983 

NATIONAL    INDUSTRIAL   TRAFFIC    LEAGUE    MEETING 985 

SENATE    COMMITTEE    HEARINGS 993 

PERSONAL   NEWS  AND   NOTES   1010 

LOSS  AND  DAMAGE  DECISIONS 

Cases  decided  by  state  and  federal  courts 1012 

SHIPPING  DECISIONS 

Cases  decided  by  state  and  federal  courts :     1012 

QUESTIONS  AND  ANSWERS 

Legal  and  practical  questions  answered  by  experts     .........     1014 

NEW   COMPLAINTS 

Digests  of  petitions  filed  with  the  Commission 1028 

DOCKET  OF  THE  COMMISSION 

Dates  and  places  of  hearings  and  arguments 1022 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDINO 
Telephone,  Main 


CHICAGO 

418-430  8.  MARKET  STREET 
Telephone.  Harrlion 


MID.WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 
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Announce 

The  "Perfect  Package 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 


970 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  20 


Hauling  lots  oi  Freight 
but  doing  it  well 

KANSAS,  OKLAHOMA 
&  GULF  RAILWAY 


A  busy  Railroad  in  these  times 
indicates  it  has  something 
unusual  to  offer.  Fast,  de- 
pendable, (and  the  most  im- 
portant) personal  service  is 
keeping  us  busy. 


Miami,  Muskogee,  Tulsa,  Oklahoma 
City,  Henryetta,  Okmulgee,  Durant, 
Oklahoma;  Texas,  Texas  Gulf  Ports, 
California,  (via  Denison  and  El 
Paso,  Tex.),  Mexico  (via  Laredo, 
Eagle  Pass,  or  El  Paso).  We  have 
the  equipment  and  facilities  to 
render  high  class  service. 


These  representatives  will  be  glad  to  furnish  in- 
formation concerning  rates,  routes,  tracing,  etc.: 

Mr.  H.  T.  Winn,  General  Agent,  Kansas  City,  Mo., 

330  Railway  Exchange  Bldg.    Phone  Home  Harrison  6828. 

Mr.  H.  D.  Fry,  General  Agent,  Dallas,  Texas, 

1011  Dallas  County  State  Bank  Bldg.    Phone  X3950. 

Mr.  F.  A.  Layman,  General  Agent, 

729  Wabash  Bldg.,  Pittsburgh,  Pa.    Phone  Court  4601-2. 

Mr.  D.  R.  Peck,  General  Agent, 

208  S.  La  Salle  St.,  Chicago,  III.    Phone  Harrison  1801. 

E.  J.  O'CONNOR 

General  Freight  Agent 

MUSKOGEE,  OKLA. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Citie*  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


November  12,  1921 
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Wetzel  Drop  Front 
Tariff   Files 


(PATENTED) 


The  Best  File  for  Filing  and  Referring  to  Tariffs  Instantly 

NO  INDEXING  REQUIRED 
Efficient  Convenient  Simple 


SOME  SATISFIED  USERS  IN  THE  STEEL  AND  IRON 
INDUSTRY: 

Empire  Steel  &  Iron  Co.,  Calasauqua,  Pa. 

J.  G.  Brill  &  Company.  Philadelphia,  Pa. 

Oliver  Iron  &  Steel  Co.,   Pittsburgh,   Pa. 

Lancaster   Steel   Products    Co.,    Lancaster,    Pa. 

Wheeling   Steel   Corporation,   Wheeling,  W.  Va. 

Cromwell  Steel  Company,  Lorain,  Ohio. 

The    Falcon    Steel    Company,    Niles,    Ohio. 

Hydraulic  Pressed  Steel  Company,  Cleveland,  Ohio. 

Murphy    Iron    Works,    Detroit,   Mich. 

Inland  Steel   Company,   Indiana   Harbor.   Ind. 

American  Manganese  Steel  Company,  Chicago  Heights,  111. 

Jones  &    Laujhlin   Steel   Company,    Chicago,    III. 

Briggs    &   Turivas,    Inc.,    Chicago,    III. 

Milwaukee   Corrugating   Company,    Milwaukee,    Wis. 

American    Metal    Company,    St.    Louis,    Mo. 

Northwestern  Steel  &   Iron   Works,   Little   Rock,   Ark. 

Peden  Iron  &  Steel  Company,  Houston,  Tex. 

West   Point   Manufacturing   Company,   West   Point,   Ga. 

Pacific   Coast   Steel   Company,   San   Francisco,    Cal. 

Jog.  T.   Ryerson  &  Son,  Chicago,  111. 

Acme  Steel   Goods   Company,  Chicago,   111. 

La    Salle    Steel    Company,    Chicago,    111. 


-Tl— Top    Section 


-T2— T  »  r  1  ff  We 

Section  with 
24  —  2  Inch 
Drop  Front 

Drawer*. 


-T3— T  *  r  I  ff  flle 
Section  with 
18  —  3  Inch 
Drop   Front 
Drawers. 


-T5— 8  1 1  d  1  n  g 
Shelf  Sec- 
tion. 


-T4 — T  a  r  Iff  flle 
Section  wlUi 
12  — 4  Inch 
Drop   Front 
Drawer*. 


-  T  6 — Two  -  drawer 
Storag*  Sec- 
tion. 


-T7— 8  a  n  1  t»ry 
B  a  •  •  Sec- 
tion. 


A  STACK  OF  WETZEL  DROP  FRONT  TARIFF  FILE  SECTIONS 

(Measuring  outside  45  inches  wide,  57%  inches  high  and  13  inches  deep) 

Start  with  any  number  of  sections  and  build  up  as  your  requirements  grow 

P.  A.  WETZEL  COMPANY 


MANUFACTURERS 


Salesroom: 

1351  Marquette  Building,  Chicago 

Telephone:   Central  2845 


Address  all  correspondence  to 

General  Office  and  Factory; 
Springfield,   Illinois 
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PAGE  &  JONES 


rvioei 


reclov//COTpU8  Christ* 


Rand  McSulty  A  Co 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gull  &  Pacific   Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  (or  Bull  West  African  Service — 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER,  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
,  CEO.  c.  MCLAUGHLIN,  Manager 
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All  remittances  should  be  made  payable   to  order  of  THE  TRAFFIC  SERVICE   COR 
PORATION.  Chicago,  and  should  be  in  Chicago  or  New  York  exchinge. 
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WASHINGTON,  D.  C. 


A  LEGISLATIVE  PROGRAM 

One  of  the  reasons  why  resolutions  adopted  by 
bodies  considering  problems  like  that  involved  in  the 
transportation  situation  are  so  frequently  "flat"  and, 
therefore,  ineffectual  in  accomplishing  what  they  are 
intended  to  accomplish,  is  that  they  are  largely  the  result 
of  compromise  among  the  members  of  the  association 
or  committee  that  fathers  them.  This,  of  course,  is  un- 
avoidable. If  those  to  whom  the  resolutions  are  directed 
could  have  the  benefit  of  hearing  the  debate  that  preceded 
adoption  and  the  reasons  that  dictated  the  final  form  of 
the  document  agreed  on,  they  might  be  impressed  and 
convinced.  But  they  have  not  this  advantage.  They 
see  only  the  finished  product  and,  in  so  far  as  it  repre- 
sents concessions  to  this  or  that  interest  or  view  in  the 
conference,  it  is  likely  to  strike  those  receiving  it  or 
reading  it  with  little  force.  They  judge  it  by  their  own 
individual  views,  which  are  likely  to  be  pronounced, 
however  much  they  might  be  changed  or  subject  to 
compromise  were  those  who  hold  them  to  take  part  in 
a  conference  similar  to  the  one  that  evolved  the  resolu- 
tions in  question. 

We  have  in  mind  in  the  foregoing  that  part  of  the 
report  of  the  legislative  committee  of  the  National  Indus- 
trial Traffic  League  dealing  with  the  U.  S.  Labor  Board. 
If  it  outspokenly  demanded  the  total  abolition  of  the 
board,  those  to  whom  it  was  addressed  would  be  im- 
1  >rossed,  even  if  they  did  not  agree.  If  it  did  the  opposite 
and  commended  the  board,  there  would  likewise  be  an 
impression.  So,  also,  if  it  advocated  the  transfer  to 
tin-  Interstate  Commerce  Commission  of  the  powers  of 
the  Labor  Board.  But  it  does  none  of  these  things.  It 
simply  provides  for  a  Labor  Board  without  even  the 
powers  of  the  present  board,  constituted,  however,  of 
only  "public"  members,  its  function  to  be  merely  to 
afford  information  to  the  public  as  to  wage  and  labor 
matters  in  controversy. 


We  doubt  if  that  part  of  the  report  will  make  much 
of  an  impression.  Aud  yet,  if  one  stops  to  think,  if  the 
program  suggested  were  to  be  adopted  it  would  serve  to 
abolish  the  present  Labor  Board  and  to  take  away  from 
the  substitute  board  all  authority  of  any  sort.  What 
would  be  left  would  be  only  a  means  of  giving  informa- 
tion to  the  public,  to  which  there  could  be  no  objection 
by  anyone.  Therefore,  we  could  wish  to  see  the  idea 
adopted.  Our  objection  goes  merely  to  the  form  in  which 
it  is  presented  as  lacking  force  and  vigor.  We  can  easily 
see  how  this  defect  might  be  accounted  for.  Doubtless 
some  of  the  members  of  the  committee  wanted  the  board 
abolished  and  others  wished  it  retained  with  this  or 
that  or  the  other  power  or  function.  The  report,  very 
likely,  is  a  compromise.  It  is  weak  in  so  far  is  it  sounds 
like  compromise,  but  strong,  when  studied,  in  that  it 
really  would  do  away  with  the  idea  of  a  labor  board 
with  authority  over  wages  and  working  conditions. 

The  labor  program  of  the  committee  is  strong  and 
decided  in  pronouncing  for  the  abrogation  of  the  na- 
tional agreements  and  its  recommendations  for  anti- 
strike  measures.  There  is  one  part  of  it,  however,  that 
either  means  little  or  means  too  much,  and  should  come 
out.  That  is  the  sentence  providing  that,  in  controver- 
sies substantially  affecting  the  revenues  of  carriers,  the 
Labor  Board  shall  consult  with  the  Interstate  Commerce 
Commission  before  rendering  an  opinion.  If  that  means 
anything  it  means  that  the  rate  situation  should  have 
some  influence  on  the  Labor  Board  in  recommending 
or  refusing  to  recommend  cuts  in  the  compensation  of 
railroad  employes.  We  do  not  believe  that  wages  should 
be  increased,  if  they  are  on  a  proper  level,  merely  because 
it  would  not  bankrupt  the  carriers  to  increase  them ; 
neither  do  we  belive  they  should  be  reduced,  if  they  are 
on  a  proper  level,  merely  because,  unless  they  are  reduced, 
the  carriers  will  have  to  have  rate  increases.  Labor  is 
a  commodity — or  should  be  one — the  price  of  which 
is  regulated  by  supply  and  demand,  like  the  price  of 
steel  rails,  or  ties,  or  anything  else  the  railroads  or  other 
industries  buy.  Labor  ought  to  wish  to  be  so  regarded 
and  the  railroads  ought  to  wish  to  be  permitted  so  to 
regard  it.  We  are  opposed  to  an  artificial  standard  for 
the  compensation  of  railroad  labor  and  opposed  to  any 
correlation  of  the  functions  of  the  Interstate  Commerce 
Commission  and  the  Labor  Board. 

We  agree  with  the  committee  in  suggesting  the 
repeal  of  the  section  of  the  transportation  act  which 
provides  for  a  certain  percentage  of  net  return  for  the 
carriers — six  per  cent  until  the  first  of  next  March  and 
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GULF,  MOBILE  £  NORTHERN 
RAILROAD 

AND    CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  G.  ft 
St.  L.  H.  R.,  via  Jackson.  Tenn. ;  Frisco  lines  via  New  Albany ;  A.  &  V.- 
V.  S.  &  P.  Rys.  via  Newton,  Miss.,  and  Shreveport,  La. ;  diverging 
rail  and  steamship  lines  via  Mobile  and  New  Orleans. 


SOUTHBOUND 
TRAIN 

71 


LEAVE: 

Jackson,   Tenn. 
New  Albany,  Mias.  71 

ARRIVE: 

Meridian  71-29 

Mobile  71 

New   Orleans    (N.   O.    &  N.  E.)       53 
Shreveport  (A.  &  V.-V.  S.  &  P.)       66 


TIME  MILES 

4:30  p.  m.  0 

12:30  p.  m.  83 

3:26  p.  m.  next  day        261 

4:10  a.  m.  2nd  day  409 

6:40  a.  m.  2nd  day  443 

6:30  p.  m.  2nd  day  628 


LEAVE: 


NORTHBOUND 


Shreveport  (A.  &  V.-V.  S.  &  P.)       62 
New  Orleans    (N.  O.   &  N.  E.)         62 

Mobile  72 

Meridian  30-72 
ARRIVE: 

New   Albany  72 

Jackson,    Tenn.  72 


3:00  p.  m. 

9:40  p.  m. 
10:00  p.  m. 
•7:35  a.  m. 

•12:30  a.  m.  2nd  day 

•8:00  a.  m.  2nd  day 

•next    day 


The  foregoing  are  actual  operating  and  NOT  paper  schedules,  of- 
fering a  dependability  of  service  indispensable  in  the  handling  of 
Intercoastal  and  Export  shipments  to  clear  from  Gulf  ports  on  speci- 
fied sailing  dates.  No  special  advices  or  arrangements  necessary,  as 
these  services  are  given  on  all  through  shipments  regardless  of  the 
commodity. 

"THE  ROAD  OF  SERVICE" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO :  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 
Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line— Sunset  Route,  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 

S&atL^i^  SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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a  percentage  to  be  fixed  and  announced  by  the  Com- 
mission thereafter;  but  the  committee  would  leave,  in 
place  of  this  section,  no  instruction  to  the  Commission 
that  rates  Miould  be  adequate  to  insure  a  proper  return  on 
investment.  The  committee  does  express  the  opinion 
that  the  carriers  are  entitled  to  a  fair  return,  but  its 
formal  recommendations  include  no  such  direction  to 
the  Commission.  The  committee  may  think  that  such 
instructions  are  not  needed,  but  they  were  needed  when 
they  were  inserted  and,  in  our  opinion,  should  remain 
in  the  law  as  an  expression  of  national  policy  and  an 
assurance  against  a  return  of  parsimony  on  the  part 
of  the  Commission, 

The  committee,  in  that  part  of  its  report  dealing 
with  jurisdiction  over  intrastate  rates,  not  only  expresses 
disagreement  with  the  Commission's  interpretation  of 
the  terms  of  the  transportation  act,  but  would  go  even 
farther  in  a  restoration  of  so-called  "states'  rights"  than 
to  express  plainly  in  the  law  what  is  understood  as  the 
Shreveport  doctrine.  It  is  possible  the  Commission  has 
interpreted  the  law  as  giving  greater  central  authority 
over  state  rates  than  Congress  meant  to  give;  if  so, 
the  wishes  of  the  law-makers  should,  of  course,  be  made 
plain  and  should  be  carried  out.  But,  for  our  part,  we 
should  rather  see  the  Commission  confirmed  in  than  de- 
prived of  the  authority  it  has  assumed. 

For  years  we  have  advocated  amendment  of  the  law 
to  give  shippers  the  same  right  of  appeal  that  the  car- 
riers have  from  decisions  of  the  Commission.  We  are 
glad  to  see  that  the  legislative  committee  of  the  League 
advocates  this  strongly.  What  it  says  as  to  the  provi- 
sions of  the  present  law  with  respect  to  consolidation 
of  the  railroads  also  appeals  to  us  as  wise.  Consolida- 
tions, we  believe,  should  be  under  the  jurisdiction  of 
the  Commission,  but  there  ought  to  be  no  set  plan  for 
consolidation  of  all  the  railroads  into  a  few  large  systems. 

The  report  as  a  whole  is  statesman-like  and  thor- 
ough. It  is  especially  to  be  commended  in  its  avowed 
purpose  to  avoid  the  recommendation  of  additional  regu- 
lation of  common  carriers  but  rather  to  suggest  elimina- 
tion in  that  respect.  More  law  is  not  the  remedy.  It  is 
less  law  and  better  law. 


THE  BARGE  LINE  SERVICE 
The  report  of  its  committee  on  inland  waterways, 
adopted  by  the  National  Industrial  Traffic  League,  is, 
in  so  far  as  it  sanctions  permanent  operation  by  the 
government  of  the  barge  line  on  the  Mississippi  and 
Warrior  rivers  as  distinguished  from  continued  opera- 
tion by  the  government  merely  until  the  line  can  be 
disposed  of  at  reasonable  terms  to  private  interests,  and 
in  so  far  as  it  expresses  a  selfish  desire  for  continued 
operation  of  that  service  regardless  of  the  question  of 
government  ownership  or  operation,  is,  in  our  opinion, 
unwise.  In  so  far  as  it  merely  expresses  a  desire  that 
the  service  be  not  discontinued  until  private  interests 
have  a  reasonable  chance  to  take  up  the  work,  it  is  per- 
fectly proper. 

The  wording  of  the  report  would  convey  the  im- 
pression  that  the  League  is  opposed  on  principle  to 
government  operation  of  common  carriers,  but  that  this 
is  a  case  of  fearing  to  be  deprived  of  a  valuable  service 


lest  private  capital  be  not  yet  ready  to  assume  the  bur- 
den. Perhaps  we  ought  not  to  concern  ourselves  further 
than  with  the  actual  language  of  the  resolution,  but  the 
debate  on  it  and  the  known  attitude  of  some  of  those 
interested,  leads  to  the  belief  that  some  of  the  latter  are 
not  concerned  with  the  question  of  who  operates  the 
barges.  All  they  want  is  the  service,  regardless  of  who 
operates  it  and  whether  or  not  the  rest  of  the  country 
not  directly  benefited  may  be  taxed  in  order  that  they 
may  have  cheaper  transportation. 

The  question  is  one  that  should  have  deep  con- 
sideration. The  same  principle  applies  to  the  ques- 
tion of  operation  of  ocean  vessels  by  the  Shipping 
Board.  We  have  a  large  merchant  fleet  left  on  our 
hands  after  the  war  that  made  its  construction  necessary. 
Unquestionably  it  ought  not  to  be  junked  if  only  a  brief 
period  of  government  operation  is  required  to  bridge  the 
time  necessary  to  get  it  into  private  hands.  But  if  private 
interests  do  not  want  ships  at  all,  they  should  be  dis- 
posed of  with  the  least  possible  sacrifice.  Government 
operation  of  vessels  with  taxation  of  the  public  to  sup- 
port it,  or  government  subsidy  paid  by  taxation  when  the 
enterprise  itself  is  not  a  paying  proposition,  is  a  policy, 
we  think,  that  could  be  justified  by  no  consideration  other 
than  that  of  the  national  defense.  Whether  the  national 
defense  demands  the  maintaining  of  a  merchant  marine 
at  the  expense  of  the  public  is  yet  to  be  shown. 

What  we  have  said  of  the  League's  attitude  with 
respect  to  the  barge  line  service  is  said  irrespective  of 
any  question  as  to  whether  the  League  ought  or  not 
to  take  action  in  what  might  be  called  sectional  matters. 
That  is  a  matter  to  be  decided  by  the  League  itself 
and  concerns  no  one  outside  of  it.  We  are  not  even 
asserting  that  the  barge  line  matter  is  sectional  in  that 
sense.  Our  interest  in  it  is  from  the  point  of  view  of 
objection  to  government  operation  of  a  common  carrier 
and  of  taxation  of  the  whole  country  to  pay  for  the  trans- 
portation benefits  received  by  only  a  part  of  the  country. 


W.  H.  CHANDLER 

The  National  Industrial  Traffic  League  has  done 
well  in  re-electing  its  president,  W.  H.  Chandler,  to  a 
third  term.  There  was  no  lack  of  other  material  from 
which  a  capable  head  could  have  been  selected,  but  it 
was  felt  that,  in  the  present  transportation  crisis,  there 
should  be  no  swapping  of  horses  in  mid-stream.  Mr. 
Chandler  has  conducted  the  affairs  of  the  League  in 
admirable  fashion  at  the  expense  of  much  hard  work 
and  time.  He  is  entitled  not  only  to  the  honor  that  has 
been  paid  him  by  the  organization  of  which  he  is  presi- 
dent, but  to  the  thanks  of  the  entire  shipping  public  and 
of  all  those  in  any  way  interested  in  transportation,  as 
a  broad-minded  man  who  wants  only  what  he  thinks 
is  fair  and  who  can  and  will  fight  hard  and  well  for  that 
fair  deal. 


TRANSPORTATION    TAX    REPEAL 

Unless  the  conferees  on  the  tax  revision  bill  change  the  bill 
with  respect  to  taxes  on  transportation,  these  taxes  will  be 
repealed  as  of  January  1,  1922,  under  the  provisions  of  the 
Senate  bill,  which  was  passed  this  week  by  the  Senate.  The 
bill  as  originally  considered  in  the  Senate  carried  a  partial 
reduction  in  the  taxes  for  1922,  but  this  was  changed  to  eliminate 
them  entirely  after  January  1. 
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D.  T.  &  I.  INCOME  DECREASES 

The  Traffic   World   Washington  Bureau 

As  a  transportation  miracle  worker,  Henry  Ford  seems  not 
without  honor,  except  in  the  reports  his  own  Detroit,  Toledo 

6  Ironton  Railroad  makes  to  the   Interstate   Commerce   Com- 
mission.   The  most  outstanding  fact  in  the  reports  for  the  six 
months  ended  with  August   (the  latest  available)   is  that  the 
net  railway  operating  income  for  the  Ford  road  in  August  was 
$7,000  less  than  the  net  for  March.    Another  fact  that  attracts 
attention,  because  it  is  so  unlike  the  allegations  made  by  Ford 
in  a  recent  issue  of  the  monthly  magazine  of  the  Chamber  of 
Commerce  of  the  United  States,  is  that,  in  August,  the  daily 
average  movement  of  cars  on  the  Ford  railroad  was  only  20.7 
miles. 

In  the  magazine  to  which  reference  has  been  made,  Ford 
said  that  "by  speeding  up  our  freight  in  this  preliminary  jour- 
ney we  have  been  able  to  shorten  the  time  of  its  delivery  by 
periods  ranging  from  7  to  14  days." 

In  that  way  Ford  got  from  those  who  had  no  means  or 
inclination  to  check  up  to  see  whether  he  resembled  Ananias  or 
truth  itself,  credit  for  quick  dispatch  that  belongs,  if  to  any- 
body, to  railroads  other  than  the  Ford  railroad.  That  the  claim 
for  credit  was  founded  upon  the  performances  of  other  rail- 
roads is  shown  by  the  fact  that  the  average  mileage  of  cars  on 
all  railroads,  in  August,  was  22.7,  while  on  the  Ford  railroad  it 
was  exactly  2  miles  per  day  less. 

It  is  barely  possible  that  Ford  was  referring  only  to  deliv- 
eries of  his  kind  of  automobiles.  In  fact,  the  text  of  other  parts 
of  the  article  tends  to  convey  the  impression  that  Ford  meant 
that  the  time  for  deliveries  of  Ford  cars  had  been  shortened  by 
from  7  to  14  days,  because  he  said  that,  by  reason  of  the  quicker 
dispatch,  the  value  of  the  stock  carried  by  the  Ford  company 
had  been  reduced  $30,000,000.  That  is  to  say,  by  reason  of  the 
faster  movement  of  Ford  automobiles,  $30,000,000  went  from  the 
books  of  the  Ford  company  to  the  books  of  somebody  else, 
either  Ford  agents  or  Ford  buyers. 

If  that  is  what  Ford  meant,  it  is  believed,  the  Commission 
may  feel  constrained,  as  part  of  its  general  investigation  into 
the  operations  of  railroads  in  which  shippers  have  large  inter- 
ests— industrial  roads  for  example — to  inquire  what  was  done 
with  freight  other  than  automobiles  after  it  had  been  turned 
over  to  the  Detroit,  Toledo  &  Ironton  either  by  other  railroads 
or  by  shippers.  Such  an  inquiry  would  practically  be  forced, 
because  if  the  Ford  declaration  is  accurate,  it  means  somebody's 
freight  was  not  carried  as  fast  as  somebody  else's.  If  the  aver- 
age movement  of  all  freight  cars  on  the  Ford  road  was  only 
20.7  miles  per  day,  obviously  whatever  speeding  was  done  was 
done  with  something  other  than  all  freight  generally.  Accord- 
ing to  Ford,  somebody's  deliveries  were  speeded  up  so  that  from 

7  to  14  days  were  saved.     Yet  the  average  speed  on  the  Ford 
railroad  was  less  than  the  average  of  all  railroads,  2  miles  per 
day  less,  or  about  8  per  cent. 

The  mileage  on  the  Ford  road  has  been  going  down,  month 
by  month,  ever  since  the  Ford  management  took  hold,  which 
was  in  March,  1920.  The  course  of  the  daily  mileage  figures  in- 
dicates, it  is  believed,  that  when  the  men  employed  on  that  road 
learned  that  Ford  had  acquired  it  they  got  busy.  In  September, 

1920,  the  daily  mileage  of  a  car  averaged  19.2.    It  fluctuated  in 
the  months  following  this  way:  17.2;  19.2;  17.9;   12.1  and  15.8. 
That  low  mark  was  reached  in  February,  the  month  before  Ford 
took  charge.    In  the  first  month  of  the  Ford  regime  the  mileage 
ran  up  to  27.8.     Since  then  it  has  been  declining  as  follows: 
26.3;  27.3;  25.1;  21.6,  and  20.7,  for  the  month  in  which  the  aver- 
age of  all  roads  was  22.7  miles  per  day. 

An  average  means  that  half  the  cars  made  less  than  20.7 
and  half  more  than  that  figure.  The  pertinent  inquiry,  it  is  be- 
lieved, would  be  in  which  half  the  automobile  tonnage  was  in- 
cluded, and  why. 

There  is  no  doubt  about  the  Ford  road  being  more  pros- 
perous in  the  months  elapsing  since  the  Ford  management  took 
charge.  So  have  most  other  railroads.  In  the  six  months  ended 
with  August,  the  Ford  road  had  a  net  of  $1,137,027,  compared 
with  a  deficit  of  $1,003,804  in  the  corresponding  period  of  1920. 

There,  however,  the  similarity  of  conditions  on  class  I  roads 
and  the  Ford  road  stops.  The  Ford  net  started  off  in  April, 

1921,  with  a  terrific  noise  and  glare.     In  that  month  what  had 
been  done  in  March  was  shown  in  the  reports.    In  March  the 
net  of  the  Ford  road  was  $77,985.     In  April  it  was  $276,452;   in 
May  $263,292;  June,  $261,259;  July,  $187,395,  and  August,  $70,643, 
or  as  before  set  forth,  $7,000  lower  than  in  March. 

Expenses  of  operation  rose  sharply  in  July  and  August.  In 
July  the  Ford  increase  in  pay  became  operative.  In  August  the 
percentage  of  bad  order  cars  had  been  reduced  from  19.5  per 
cent  to  8.2. 

Credit  for  the  speeding  up  which  Mr.  Ford  claimed,  it  is  be- 
lieved should  be  given  connections  of  the  D.  T.  &  I.  which  have 
given  Ford  automobile  traffic  expedited  service,  possibly  if  not 
certainly  to  the  detriment  of  other  traffic.  Report  has  it  that 
if  a  connecting  road  did  not  send  an  engine  for  a  cut  of  cars 
from  the  D.  T.  &  I.  loaded  with  automobiles  instanter,  to  the 
neglect  of  business  ahead  of  that  cut  of  cars,  that  road  was  al- 


lowed to  see  how  its  rival  could  give  expedited  service  to  such 
traffic.  In  other  words,  the  insinuation  is  that  Ford,  as  the 
owner  of  a  railroad  and  a  great  tonnage,  was  able  to  use  both 
to  obtain  something  a  competing  shipper  not  owning  a  railroad 
could  not  procure,  unless  he  could  so  shift  tonnage  from  one 
road  to  another  as  to  make  all  those  serving  him  give  expedited 
service  from  point  of  origin  to  destination. 

Under  section  12  of  the  act,  the  Commission  could  institute 
a  general  inquiry  in  which  it  could  develop  all  the  facts.  It 
could  point  out  exactly  the  amount  of  automobile  tonnage  re- 
ceived before  and  after  the  beginning  of  the  Ford  management. 
It  could  also  compel  Mr.  Ford  to  submit  figures  to  show  how 
fast  automobile  shipments  traveled  before  and  after,  and  like 
facts  about  other  tonnage,  if  shippers  other  than  the  Ford  com- 
pany should  insist  upon  its  doing  so. 


OBJECTS  TO  ACCOUNTING  FORMS 

The  Traffic  World   Washington  Bureau 

The  executive  department  of  the  Detroit,  Toledo  &  Ironton 
does  not  like  the  accounting  forms  used  by  the  Commission,  to 
be  followed  by  Class  I  railroads  in  reporting  the  monthly  service 
and  compensation  of  different  classes  of  employes.  W.  C.  Cowl- 
ing wrote  the  Commission's  statistical  force  asking  to  be  re- 
lieved of  the  duty  of  reporting  in  accordance  with  the  form 
prescribed  by  the  Commission.  M.  O.  Lorenz,  head  of  the  Com- 
mission's statistical  department,  by  direction  of  the  Commission, 
wrote  Mr.  Cowling  the  following: 

Your  letter  of  October  24,  requesting-  that  you  bo  relieved 
from  furnishing  the  monthly  report  of  employes'  service  and 
compensation  has  been  considered  by  the  Commission.  I  am 
directed  to  say  that  there  does  not  appear  to  be  good  grounds 
for  relieving  the  Detroit,  Toledo  &  Ironton  Railroad  Company 
from  the  requirements  applicable  to  Class  I  roads  generally. 
The  very  fact  that  you  adopted  a  method  of  payment  different 
from  that  prevailing  on  other  roads  makes  the  Detroit.  Toledo 
&  Ironton  report  all  the  more  instructive.  It  is  iirportant  that 
your  statistics  be  comparable  with  those  of  other  roads.  Under 
the  transportation  act,  1920.  public  opinion  is  relied  upon  to 
enforce  the -findings  of  the  United  States  Railroad  Labor  Board. 
A  full  and  unquestioned  statement  of  facts  regarding  wages  and 
hours  of  service  should  assist  in  forming  an  enlightened  public 
opinion. 

I  may  add  that  a  plan  has  been  under  consideration  for  re- 
ducing the  cost  of  compiling  these  statistics  for  possible  adop- 
tion beginnig  with  1922,  although  it  has  not  yet  been  determined 
whether  this  can  be  done  without  impairing  the  usefulness  of 
the  report.  I  should  be  pleased  to  have  you  indicate  what  part 
of  the  report  you  consider  most  troublesome.  I  assume  that  you 
would  in  any  case  keep  some  record  of  the  number  of  employes 
by  classes  and  the  compensation  paid  each  class.  The  Interstate 
commerce  act  specifies  that  such  information  shall  bo  contained 
in  annual  reports  of  the  Commission." 


LUMBER  CARLOAD  MINIMA 

The  Traffic  World  Washington  Bureau 

Another  discussion  of  minima  for  lumber  from  the  Pacific 
Northwest  and  from  California  terminals  to  the  east  took  place 
November  9,  when  the  Commission  listened  to  arguments  on  No. 
10128,  Lumber  Carload  Minima.  Arguments  were  made  by  W.  B. 
Scandrett,  in  behalf  of  all  carriers;  W.  C.  McCullough,  West 
Coast  Lumbermen's  Association;  C.  E.  Elmquist,  for  the  Western 
Pine  Manufacturers  Association,  and  Noel  C.  Belnap,  for  the 
Palmer  Lumber  Company. 

The  carriers  and  the  west  coast  lumbermen  were  in  accord 
in  advocating  an  entirely  new  scheme  of  minima.  The  railroads 
proposed  to  substitute  that  new  system  for  the  cubical  minimum 
system  they  were  compelled  to  abandon  because  condemned  by 
the  Commission.  The  new  system  provides  for  a  minimum 
based  on  the  car  being  loaded  to  full  visible  capacity  and  a 
higher  minimum  if  the  car  is  not  loaded  to  capacity.  Under 
that  system,  the  standard  minimum,  so-called,  for  a  car  34 
feet  in  length  but  not  exceeding  36.5  feet,  would  be  45,000  pounds, 
or  37,000  if  loaded  to  full  visible  capacity;  over  36.5  and  under 
40  feet,  40,000  if  loaded  to  full  visible  capacity  and  48,000  if 
light  loaded;  over  40  and  under  42  feet,  46,000  if  loaded  to 
capacity  and  55,000  if  not  so  laden;  and  cars  over  42  feet  long, 
50,000  for  full  loading  and  60,000  in  the  case  of  light  loading. 

The  new  scheme  was  vigorously  opposed  by  Messrs.  Elm- 
quist and  Belnap.  They  said  that  their  clients  loaded  dry 
lumber  which  frequently  would  not  weigh  the  full  minimum, 
whereas  the  north  coast  lumbermen  ship  much  green  lumber 
which  in  all  cases  would  load  to  the  minimum. 

Messrs.  Scandrett  and  McCullough  said  the  new  scheme 
would  assure  car  conservation  without  doing  injustice  in  the 
event  the  car  was  always  loaded  to  full  visible  capacity.  Elm- 
quist and  Belnap  said  that  weighing  inspectors  had  no  standard 
for  judging  whether  a  car  was  loaded  to  full  capacity  and  that 
the  result  in  each  instance  where  the  load  had  shaken  down  in 
transit  would  be  the  imposition  of  the  higher  minimum. 


ST.  LOUIS-SAN   FRANCISCO   BONDS 

The  St.  Louis-San  Francisco  Railway  Company  has  applied 
to  the  Commission  for  authority  to  issue  $2,122,000  of  6  per  cent 
gold  bonds  and  to  sell  them  or  pledge  and  repledge  them  from 
time  to  time  as  collateral  security  for  short  term  notes. 
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Current  Topics 

in  Washington 


Reduced  Rates  and  Wages. — Assuming  that  there  is  nothing 
in  i he  so-called  strike  settlement  "compromise"  to  prevent  carry- 
ing out  the  program  for  practically  coincident  rate  and  wage 
reductions,  railroad  executives  have  resumed  discussions  of 
such  matters  with  the  Commission.  Early  this  week  they  made 
arrangements  for  a  meeting  between  some  of  them  and  Chair- 
man McChord,  at  the  office  of  the  latter,  on  November  12.  They 
did  not  indicate  exactly  what  they  wanted  to  discuss.  It  was 
taken  for  granted  that  they  intended  going  forward  with  the 
plan  mentioned  by  T.  DeWitt  Cuyler  In  his  message  to  President 
Chandler,  of  the  National  Industrial  Traffic  League  (Traffic 
World,  Nov.  5,  p.  931).  The  Impression  created  by  what  Mr. 
Hooper,  of  the  Labor  Board,  said  about  the  docket  of  the  board 
being  so  crowded  that  in  the  ordinary  course  of  business  appli- 
cations for  wage  reductions  could  not  be  considered  for  some 
time,  It  is  believed,  is  going  to  be  ignored  by  President  Harding 
and  the  Interstate  Commerce  Commission,  If  and  when  It  may 
be  pleaded  as  a  bar  to  matters  that  may  be  presented  by  the 
railroads  in  support  of  their  contention  that  they  are  entitled 
to  a  reduction  in  wages.  When  negotiations  between  the  Com- 
mission and  the  executives  were  dropped  (which  was  because 
of  the  more  pressing  necessity  for  thinking  about  strike  matters) 
the  railroads  had  under  consideration  the  making  of  a  reduc- 
tion of  about  10  per  cent  in  rates  on  what  have  been  variously 
called  basic  or  heavy-loading  commodities.  One  of  the  sugges- 
tions then  under  consideration  was  that  the  Commission  trade 
its  report  In  the  western  grain  rate  case  for  a  horizontal  reduc- 
tion of  ten  per  cent  on  all  agricultural  products,  and  probably 
lumber  and  coal.  In  other  words,  the  executives  were  suggest- 
ing that  they  had  better  commute  all  the  reductions  that  might 
be  expected  to  come  piece-meal,  into  one  general  percentage 
reduction,  justifiable  on  the  ground  that  it  would  remove  some 
of  the  inequalities  made  by  the  percentage  Increases  following 
General  Order  No.  28  and  Ex  Parte  No.  74.  The  only  possible 
bar  to  a  resumption  of  the  discussion  on  the  basis  in  use  when 
the  strike  order  flared  up,  was  the  Hooper  statement  to  the  rail- 
road employes,  which  statement  the  labor  leaders  incorporated 
in  their  resolution  calling  off  the  strike  and  Interpret  as  a 
promise  that  there  shall  be  no  wage  reductions,  in  the  immediate 
future.  T.  DeWitt  Cuyler,  in  his  message  to  Mr.  Chandler, 
ignored  what  the  labor  leaders  have  treated  as  an  Implied 
promise  on  the  part  of  the  labor  board.  He  proceeded  on  the 
assumption  that  there  was  no  obstacle  to  going  ahead  with  the 
program  announced  by  the  executives  on  October  14.  There 
has  been  nothing  in  Washington  to  indicate  that  President  Hard- 
ing or  the  Commission  has  placed  a  construction  on  the  Hooper 
announcement  agreeing  with  that  which  the  labor  leaders  have 
placed  on  it.  Ever  since  the  public  members  of  the  Labor 
Board  put  out  their  statement  in  Washington,  October  16,  there 
has  been  a  question  as  to  whether  statements  by  Hooper  or 
other  public  members  of  the  board  In  any  way  reflected  the 
views  of  President  Harding.  The  only  certainty  is  that  the 
statement  of  October  16  gave  the  public  the  impression  that 
President  Harding  intended  to  have  the  Labor  Board  deal  with 
all  matters  relating  to  wages  and  working  conditions,  and  the 
Commission  with  all  matters  pertaining  to  freight  rates,  and 
that  in  that  way  the  strike  situation  was  handled.  Interpreta- 
tion by  the  labor  leaders  of  the  "promise"  by  the  Labor  Board, 
it  has  been  pointed  out,  could  not  bind  the  President  or  the 
Commission,  even  If  it  were  admitted  that  it  would  bind  the 
Labor  Board,  as  a  promise  made  in  consideration  of  the  call- 
ing off  of  the  strike.  While  the  White  House  has  never  dis- 
cussed the  "terms"  of  the  settlement,  it  is  coming  to  be  under- 
stood that  neither  the  White  House  nor  the  Commission  was 
advised  as  to  what  the  Labor  Board  thought  of  doing.  There 
had  been  no  negotiations  between  the  labor  leaders  and  the 
White  House.  In  fact,  President  Harding  seemed  to  have  made 
it  a  point  to  have  no  communication  with  them.  There  was 
no  reason  why  the  Commission  or  any  commissioner  should 
have  any  communications  with  them.  On  account  of  the  nega- 
tive character  of  everything  pertaining  to  the  so-called  terms 
of  settlement,  the  Washington  inclination  has  been  to  regard 
the  implied  promise  of  no  consideration  of  wage  reductions 
for  some  time  to  come  as  nothing  more  than  the  use  by  the 
labor  leaders  of  an  ill-advised  statement  by  the  Labor  Board 
as  an  excuse  for  getting  down  from  the  untenable  position  In 
which  they  placed  themselves  when  they  called  a  strike  against 
the  order  of  the  board  making  reductions.  Preparatory  to  the 
conference  called  for  November  12,  the  executives  arranged  a 
meeting  in  New  York  on  November  10,  which  was  attended  by 
Alfred  P.  Thorn,  their  general  counsel,  who  has  been  the  point 
of  contact  between  them  and  the  Commission  in  all  the  negotia- 
tions. There  was  a  thought  in  connection  with  that  meeting 
produced  by  the  fact  that  the  traffic  executives  of  the  western 
carriers  who  had  asked  for  a  conference  with  the  Commission 


on  November  2,  and  then  postponed  it,  had  not  up  to  that  time 
Indicated  when  they  would  be  ready  to  talk  about  the  western 
grain  rate  case.  That  thought  was  that  that  case  had  become  a 
pan  of  the  general  question  of  policy  and  would  not  be  dealt 
with,  If  at  all,  until  after  the  question  of  general  policy  had  been 
threshed  out.  At  the  time  this  was  written  the  situation  was 
one  In  which  it  was  up  to  the  rail  executives  to  make  the  next 
move.  It  also  had  become  obvious  that,  unless  the  western 
carriers,  without  waiting  for  the  conference  that  was  to  have 
been  held  on  November  2,  had  prepared  tariffs  making  the  re- 
ductions in  grain  rates  advised  by  the  Commission  in  the  Altchi- 
son  report,  reductions  on  grain  could  not  be  made  by  November 
20  on  five  days'  notice,  as  suggested  by  the  Commission. 

Howl  from  Labor  Leaders  Expected. — Labor  leaders,  It  Is 
believed,  will  make  vigorous  demonstrations  against  the  assump- 
tion on  which  the  rail  executives  proceeded  when  they  made 
arrangements  for  a  resumption  of  conferences  with  the  Com- 
mission. It  is  a  moral  certainty  that  Washington  will  not  be 
much  frightened  by  what  they  say.  Washington,  It  may  be  as- 
serted, believed  that,  even  if  the  strike  was  called,  It  would  not 
amount  to  much  because  the  government  was  prepared  to  take 
whatever  steps  were  necessary  to  keep  commerce  moving.  It 
was  of  the  opinion  that  there  was  enough  distress  In  the  coun- 
try on  account  of  unemployment  to  satisfy  the  most  implacably 
malevolent  malcontent  and  that,  therefore,  public  sentiment 
would  back  up  whatever  it  was  felt  necessary  by  President  Hard- 
ing and  his  advisers  to  do  to  break  the  strike.  A  further  belief 
in  Washington,  generally  held,  Is  that  the  labor  leaders  knew 
they  would  be  soundly  beaten  if  they  ordered  or  permitted  their 
followers  to  go  out,  and  that  even  If  the  Labor  Board  had  not 
given  out  its  statement,  the  leaders  would  have  found  some  way 
for  retreating.  That  feeling  Is  held  notwithstanding  the  fact 
that  some  of  the  western  executives  were  of  the  opinion,  Just 
a  day  before  the  strike  order  was  withdrawn,  that  the  strike 
would  take  place.  Some  of  those  western  executives  whispered 
their  fears  on  that  point  to  high  officials  In  Washington.  Their 
fears  caused  some  of  those  officials  to  lose  some  of  the  confidence 
they  had  held  that  the  odds  were  three  or  four  to  one  against 
the  strike  coming  into  existence.  The  fact,  however,  that  Wash- 
ington officialdom  will  not  quake  when  the  labor  leaders  roar, 
as  expected,  Is  not  to  be  taken,  however,  as  evidence  that  Wash- 
ington officialdom  hopes  the  labor  organizations  will  be  broken 
up  or  that  the  leaders  will  be  discredited.  Everything  that  has 
been  learned  about  the  attitude  of  President  Harding  is  that 
he  has  no  desire  to  break  up  the  organizations  or  to  discredit 
the  existing  leadership.  In  other  words,  he  is  not  backing  the 
socialistic  element  that  has  been  trying  publicly  for  the  scalp 
of  Samuel  Gompers  for  many  years,  nor  the  radical  element  in 
the  brotherhoods,  If  those  organizations  have  such.  His  idea, 
apparently,  is  to  have  it  understood  that  laws  were  made  to  be 
obeyed,  not  merely  by  ordinary  citizens  but  by  labor  leaders 
and  labor  organizations  as  well,  and  that  the  Labor  Board  was 
constituted  to  settle  wage  disputes  and  the  Interstate  Commerce 
Commission  to  settle  rate  contentions. 


Public  Concern  as  to  Strikes. — Secretary  Hoover,  who  is 
credited  with  haying  much  weight  In  the  making  of  policies 
pertaining  to  business  for  this  administration,  In  a  recent  ad- 
dress to  the  Academy  of  Political  Science,  called  attention  to  the 
fact  that  the  public  is  showing  much  greater  concern  about 
the  possibility  of  strikes  in  such  Industries  as  mining  and  trans- 
portation than  a  few  years  ago,  and  that  that  concern  was  being 
manifested  In  Impatience  with  any  suggestion  that  employers 
and  employes  in  such  industries  should  be  allowed  to  settle 
their  own  disputes  In  their  own  way.  The  public,  he  said,  Is 
impatient  to  find  a  solution  for  conditions  that  lead  to  strike 
orders  in  mining  and  transportation.  The  public  arm,  he  said, 
is  being  continually  extended  Into  such  disputes,  there  being  a 
belief,  justified  or  not,  that  there  is  a  tendency  on  the  part  of 
these  organizations  to  come  to  terms  on  such  a  basis  as  will 
pass  their  mutual  charges  on  to  the  public;  in  other  words, 
that  when  in  years  gone  by,  the  railroads  and  the  train  operat- 
ing brotherhoods  settled  their  disputes,  the  public  was  always 
called  on  to  foot  the  bill.  Hoover  advised  his  hearers  that  the 
entrance  of  the  third  party  into  such  disputes  should  be  In 
such  form  that  It  would  not  increase  ill  will,  but  would  obtain 
justice.  That  advice  might  be  interpreted  as  meaning  that  the 
public  should  not  lend  Itself  to  policies  that  would  result  in 
the  destruction  of  the  present  supposedly  conservative  labor 
organizations,  lest  more  radical  ones  should  succeed  them.  Such 
an  interpretation  of  the  advice  would  agree  with  what  Is  under- 
stood to  be  the  attitude  of  the  Harding  administration  toward 
the  labor  unions,  which  fought  the  Harding  ticket  last  fall  and 
got  whipped.  Still  another  way  to  view  that  advice  would  be 
that  the  existing  unions  are  not  to  be  fought  by  the  administra- 
tion, because,  while  they  did  not  support  Harding,  they  are  all 
American  In  their  views,  and  not  tainted  with  the  foolish  notions 
that  caused  the  collapse  in  Russia. 


Restoration  of  Pre-war  Prices. — Although  they  talked  much 
and  apparently   approvingly   about   the   restoration   of  pre-war 
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prices,  representatives  of  the  live  stock  and  farming  organiza- 
tions appearing  before  the  Commission  in  the  western  live  stock 
case  were  not  really  referring  to  that  as  a  desirable  state  of 
affairs.  They  did  not  ask  for  a  restoration  of  pre-war  rates. 
They  asked  merely  a  restoration  to  the  basis  of  General  Order 
No.  28.  In  "cloak  room"  talks  they  admitted  that  it  would  not 
be  good  for  the  country  to  go  back  to  pre-war  prices  on  all 
things.  Such  a  level  of  prices  would  mean  great  hardships.  It 
would  mean  trying  to  carry  the  burden  of  the  war  on  a  founda- 
tion no  broader  than  the  one  needed  when  the  debt  was  only 
four  per  cent  of  what  it  is  now.  But,  like  a  good  portrait  painter, 
they  had  to  accentuate  the  outstanding  features,  which  are  that 
farm  and  live  stock  prices  have  been  deflated  away  beyond  what 
practically  everybody  believes  is  good  for  the  country  because 
they  have  practically  destroyed  the  buying  powers  of  the 
farmers.  When  they  have  paid  interest,  taxes,  and  the  cost  of 
absolutely  essential  things,  farmers  have  nothing  left  for  cloth- 
ing, fertilizer,  or  new  tools  and  implements.  Many  of  those 
who  bought  land  at  high  prices  will  have  mortgages  foreclosed 
on  them  because  prices  have  gone  down  so  far  that  they  can 
have  no  hope  of  keeping  up  the  interest  on  what  they  bought, 
let  alone  think  of  reducing  the  debt.  Farms  are  not  yet 
financed  on  the  basis  of  the  railroads,  which  never  expect  to  pay 
their  debts,  but  merely  to  pay  the  interest  on  them,  nor  yet  on 
the  basis  of  homes  in  Washington,  which  is  about  the  same 
as  that  of  railroads.  The  man  in  Washington  who  has  not  a 
mortgage  on  his  home  is  regarded  with  suspicion  that  he  is 
either  a  crook  who  made  money  that  he  dared  not  invest  in 
something  else,  or  a  fool.  The  mortgage  is  kept  on  the  Wash- 
ington home  because  it  is  said  to  be  easier  to  sell  a  house 
mortgaged  to  two-thirds  or  three-fourths  of  its  value  than  to 
dispose  of  one  that  is  free  of  debt.  It  is  said  to  be  easier  to 
sell  because  less  cash  is  needed  to  finance  the  transfer  than 
if  the  property  were  clear.  A.  E.  H. 


MONEY  FOR  ALASKAN  RAILROAD 

The  Traffic   World   Washington  Bureau 

After  an  afternoon  of  debate  on  the  question  of  whether  a 
request  for  an  additional  appropriation  of  $4,000,000  to  be  used 
In  completing  the  Alaskan  Railroad,  on  which  $52,000,000  has 
been  expended  to  date,  as  against  the  original  total  estimated 
cost  of  $35,000,000,  the  House,  November  5,  passed  a  bill  carry- 
ing an  appropriation  of  $4,000,000  for  the  railroad,  thus  bring- 
ing the  total  appropriated  for  the  project  to  $56,000,000,  or, 
roughly,  eight  times  what  the  territory  of  Alaska  cost  the  United 
States  when  it  acquired  the  territory  from  Russia. 

No  member  of  the  House  appeared  to  be  particularly  anxious 
to  authorize  the  expenditure  of  further  sums  of  government 
funds  on  the  project  but  the  consensus  was  that  since  $52,000,000 
had  been  spent,  it  would  be  folly  not  to  put  up  an  additional 
$4,000,000  to  permit  the  road  to  be  completed. 

"To  state  the  situation  in  a  rough  way,"  said  Representative 
Johnson,  of  Washington,  speaking  from  the  point  of  view  of 
a  man  who  lives  in  the  Pacific  Northwest,  "we  are,  so  far  as 
the  railroad  situation  is  concerned,  somewhat  in  the  position 
of  the  gentleman  who  is  in  a  poker  game.  We  are  in  for  $52,- 
000,000  now,  and  it  is  a  little  too  early  to  go  home.  We  had 
better  chance  another  $4,000,000.  We  think  that  perhaps  $4,- 
000,000  will  carry  us  along  and  complete  the  road,  connect  it 
up  and  get  it  to  operating  fully. 

"By  the  time  we  have  the  Alaska  Railroad  completed  and 
going,  we  earnestly  hope  that  Congress  in  its  wisdom  will  do 
something  for  us  in  the  way  of  laws  that  will  take  the  dead 
hand  off  Alaska  and  relieve  us  of  some  of  the  provisions  of 
these  leasing  laws,  by  which  no  capital  can  go  into  Alaska  with 
any  hope  of  making  a  reasonable  profit  on  any  return.  That 
is  what  is  the  matter  with  Alaska." 

House  Leader  Mondell  said  he  presumed  the  bill  should  pass 
but  that  he  did  not  wish  to  say  "I  told  you  so"  in  calling  atten- 
tion to  "the  disappointments  we  have  suffered  relative  to  the 
Alaskan  Railroad."  He  said  he  had  doubted  the  advisability  of 
providing  for  its  construction.  Although  he  said  he  had  no 
disposition  to  minimize  the  possibilities  of  Alaska,  he  added  he 
believed  the  time  had  arrived  when  the  question  of  expending 
the  public  funds  on  Alaska  should  be  discussed  from  the  stand- 
point of  actual  and  ascertained  facts  rather  than  "fairy  tales 
and  imagination." 

"There  has  been  more  hot  air  and  exaggeration  with  regard 
to  the  alleged  value  and  availability  of  Alaskan  coal  fields  in- 
dulged in  from  time  to  time  than  in  regard  to  any  other  ques- 
tion that  I  know  of,"  said  he. 

Mr.  Mondell  expressed  the  belief  that  the  development  of 
the  territory  had  been  halted  by  "a  paternalistic  program." 

"The  Alaska  Railroad  will  not  develop  Alaska  unless  the 
red  tape  with  which  Alaska  has  been  bound  up  is  cut,"  said 
Representative  Curry.  "If  the  federal  government  continues 
the  long-distance  government  of  Alaska  from  Washington,  In- 
stead of  cutting  the  red  tape  and  developing  Alaska  as  it  has 
developed  the  western  states,  through  encouraging  pioneers  to 
go  to  Alaska,  to  own  homes  and  farms  and  to  develop  mines  and 
to  become  wealthy  if  they  can,  this  railroad  will  not  be  of 
any  benefit  whatever.  If,  on  the  other  hand,  the  policy  of 


government  changes  and  the  people  are  given  a  chance,  it  will 
be  of  great  benefit." 

Mr.  Curry  explained  the  building  of  the  road,  which,  when 
completed,  will  have  a  total  mileage  of  540  miles,  was  authorized 
in  1914.  He  said  the  additional  $4,000,000  was  needed  to  stand- 
ardize 57  miles  of  narrow-gauge  road  with  70-pound  instead 
of  40-pound  rails,  widen  the  tracks,  heavily  ballast  the  road,  to 
build  two  steel  and  concrete  bridges,  to  buy  additional  rolling 
stock  and  to  complete  certain  terminals.  Out  of  the  $52,000,000 
already  appropriated,  he  said,  but  $37,000,000  had  been  spent  on 
the  road,  $11,000,000  having  been  spent  on  wharves,  laying  out 
of  towns,  water  works  and  sewerage  systems,  paving  streets, 
bringing  in  power  and  light  and  in  developing  two  coal  mines 
the  line  will  reach.  Of  the  total  appropriated  there  is  some 
money  that  has  not  yet  been  expended. 

The  gross  revenue  from  the  road  in  1921  was  $339,000,  Mr. 
Curry  said,  and  that  it  was  estimated  that  the  gross  revenue 
would  be  $1,000,000  a  year  when  the  road  has  been  completed. 
He  said  his  idea  was  that  there  would  be  no  net  revenue  for 
a  good  many  years.  He  said  it  might  be  made  to  pay  in  four 
or  five  years.  During  the  last  ten  years,  he  said,  there  has  been 
a  decrease  of  10,000  in  the  population  of  Alaska,  adding  that 
there  were  now  about  27,000  white  people  and  an  equal  number 
of  Indians  and  Eskimos  in  the  territory. 

Mr.  Sutherland,  delegate  from  Alaska,  believed  that  the 
tourist  traffic  on  the  road  would  be  quite  an  item  of  income, 
declaring  that  American  tourists  swarm  to  Europe  to  see  natural 
scenery  that  would  not  compare  with  the  scenery  in  Alaska. 

Representative  Davis,  of  Tennessee,  believed  that  it  would  be 
sending  good  money  after  bad  to  make  the  appropriation,  while 
Representatives  Byrns  of  the  same  state  expressed  the  belief 
that  the  road  would  never  be  able  to  meet  operating  expenses. 

"Can  not  we  wish  it  onto  Henry  Ford?"  asked  Representa- 
tive Stafford. 

Representative  Burton  of  Ohio  said  he  believed  it  was  a 
blunder  for  the  government  to  have  undertaken  the  project  and 
that  he  hoped  that  "while  we  are  compelled  to  make  this  appro- 
priation it  will  be  a  lesson  to  us  in  the  future  that  will  cause 
us  to  pause  before  we  enter  upon  any  such  enterprise." 

Representative  Wingo,  of  Arkansas,  said. the  whole  tale  was 
to  be  found  in  the  report  of  the  Alaskan  Engineering  Commis- 
sion, which  said:  "The  railroad  is  being  constructed  in  a  wilder- 
ness." 

"An  American  Congress,  out  of  the  taxpayers'  money,  is 
building  a  railroad  in  the  wilderness,"  said  he.  "There  is  'no 
reason  why  you  should  build  a  railroad  in  a  wilderness  in 
Alaska  any  more  than  you  should  build  a  railroad  in  any  state 
of  the  Union.  And,  gentlemen,  you  could  take  $4,000,000  and 
go  to  the  rescue  of  some  of  the  short-line  railroads  of  the  coun- 
try and  save  them.  Two  of  them  in  my  state  are  threatened 
with  sale  and  will  be  sold  this  month,  one  of  them  in  my  district, 
that  would  be  worth  more  and  would  be  of  more  service  to  the 
people  than  will  the  railroad  in  Alaska  for  50  years." 

Wingo  said  if  he  came  to  Congress  and  asked  for  $4,000,000 
to  save  the  Memphis,  Dallas  &  Gulf,  he  would  be  called  a  social- 
istic crank. 

"But  when  you  go  to  that  wilderness  in  the  frozen  north  of 
Alaska,  where  the  chief  occupation  of  the  inhabitants  is  drawing 
pay  from  the  government,  then  it  becomes  a  beautiful  dream," 
said  he;  "it  is  necessary  to  do  it  to  conserve  the  public  welfare 
and  develop  resources  of  a  great  nation.  But  that  is  all  bunk, 
gentlemen,  pure  and  simple;  socialistic  bunk,  gone  to  seed;  that 
is  all  it  is." 

Mr.  Curry  replied  that  all  the  great  transcontinental  roads 
were  constructed  to  open  up  wildernesses.  He  said  the  Alaskan 
road  was  not  built  as  a  government  investment  but  as  part  of 
the  government's  plan  for  developing  the  territory  and  that 
the  original  act  contained  a  provision  whereby  the  road  may 
be  leased  or  sold,  subject  to  the  approval  of  Congress. 


C.  &  N.  W.  BONDS 

The  Chicago  &  North  Western  Railway  Company  has  ap- 
plied to  the  Commission  for  an  order  authorizing  the  trustee 
under  its  "General  Bond  Mortgage  of  1987"  to  verify  and  deliver 
bonds  to  the  company  under  said  mortgage,  unregistered,  in  the 
principal  amount  of  $1,000,000,  dated  November  1,  1897,  payable 
November  1,  1987,  and  bearing  interest  at  the  rate  of  5  per  cent 
per  annum,  for  the  purpose  of  reimbursing  the  treasury  of  the 
company  for  moneys  expended  out  of  income  during  the  calendar 
year  1921,  in  the  permanent  improvement  of  its  property.  It 
further  asks  an  order  authorizing  the  trustee  under  its  "First 
and  Refunding  Gold  Bond  Mortgage"  to  authenticate  and  deliver 
to  the  company,  bonds  thereunder,  unregistered,  in  the  principal 
amount  of  $3,000,000,  dated  May  1,  1920,  payable  May  1,  2037, 
bearing  interest  at  the  rate  of  6  per  cent  per  annum,  to  reim- 
burse its  treasury  in  part  for  moneys  expended  out  of  income 
during  the  16  months  prior  to  August  31,  1921,  in  the  construc- 
tion of  additions,  betterments  and  improvements.  In  a  separate 
application  the  same  company  asked  for  an  order  authorizing 
the  authentication  and  delivery  of  bonds  under  the  mortgages 
referred  to  above  for  the  purpose  of  retiring  or  paying  certain 
"existing  bonds"  reserved  for  in  said  mortgages.  The  face 
amount  of  these  bonds  aggregate  $4,120,000. 


November  12,  1921 
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Decisions  of  Interstate  Commerce  Commission 


BOX  SHOCKS  FROM  GEORGIA,  ETC. 

The  Commission,  in  a  report  on  I.  and  S.  No.  1358,  Box 
Slumks  from  Georgia,  North  and  South  Carolina,  and  Virginia 
to  eastern  points  (mimeographed,  without  opinion  or  page  num- 
bers), held  that  the  carriers  had  not  justified  their  proposal 
cancel  rates  on  box  shocks  and  substitute  therefor  the  pre- 
vailing lumber  rates.  Such  substitution  would  have  resulted 
both  increases  and  reductions.  The  increases  would  have 
anged  from  one-half  to  11.5  cents  per  100  pounds.  Some  of 
the  reductions  also  would  have  been  substantial.  The  protest- 
ants,  however,  contended  that  the  increases  would  outweigh 
the  reductions,  hence  their  objections.  The  carriers  contended 
that  the  readjustment  would  be  in  accordance  with  the  Com- 
mission's decision  in  52  I.  C.  C.  598,  in  which  It  said  lumber 
rates  should  be  maxima  for  rates  on  shocks.  They  interpreted 
that  decision  as  authorizing  rates  on  shooks  as  high  as  rates 
on  lumber.  The  Commission,  in  its  report  in  this  case,  called 
attention  that  in  the  decision  on  which  the  carriers  relied  it 
had  said  that  its  decision  to  the  fact  said  its  findings  therein 
did  not  justify  rates  on  shooks  as  high  as  rates  on  lumber. 
The  Commission  also  found  that  the  proposed  readjustment 
would  destroy  long  established  competitive  relationships. 

Its  order  requires  the  cancellation  of  the  suspended  sched- 
ules not  later  than  December  6. 


SWITCHING  CHARGES  ON  SAND 

Switching  charges  on  sand,  within  the  limits  of  Memphis, 
that  had  been  increased  as  much  as  500  per  cent  by  General 
Order  28,  have  been  condemned  as  unreasonable,  in  a  report 
on  No.  11280,  Missouri  Portland  Cement  Co.  vs.  Director-General, 
as  agent,  opinion  No.  7212,  64  I.  C.  C.  243-7.  The  report  says 
the  charges  were  unreasonable  because  and  to  the  extent  they 
exceeded  $6  per  car,  which  rate  was  established  on  December 
30,  1918.  Reparation  is  to  be  made  to  that  basis. 

The  report  was  written  by  Commissioner  Eastman.  He 
proceeded  on  the  assumption  that  haul  involved  was  a  switch- 
ing service.  It  was  performed  by  yard  crews.  In  June,  1918, 
203  cars  were  handled.  That  month's  traffic  was  treated  by 
Commissioner  Eastman  as  typical. 

Commissioner  Hall,  in  a  dissenting  report,  said  .the  move- 
ment was  analogous  to  a  line  haul  and  that  the  charges,  ranging 
from  $12  to  $17  per  car,  were  not  beyond  the  point  of  reason- 
ableness. The  charge  prior  to  June  25  was  $2  per  car,  if  the 
sand  was  loaded  in  equipment  furnished  by  the  complainant. 
If  the  carrier  furnished  the  car,  the  charge  was  increased  by 
adding  $3.  If  the  car  was  transferred  to  a  connecting  line,  $2 
was  added  for  that  service.  The  basic  charge  was  increased 
from  $2  to  $12  per  car.  The  rates  for  cars  furnished  by  the 
carrier  and  for  switching  to  a  connecting  line  were  not  changed 
by  the  general  order  advancing  practically  all  rates. 

In  November,  1918,  the  rate  was  reduced  to  $6.50  and  a 
month  later  it  was  brought  to  the  point  to  which  the  Director- 
General  is  to  make  reparation. 


RATES  ON  VEGETABLE  OILS 

The  present  rates  on  vegetable  oils,  in  Texas,  Oklahoma, 
Arkansas,  and  Louisiana,  grouped  as  to  points  of  origin  and 
destination,  are  to  be  displaced  by  distance  rates  on  or  before 
January  5.  There  will  be  substantial  changes.  This  will  be  in 
accordance  with  the  Commission's  decision  in  No.  11649,  Procter 
&  Gamble  Co.  vs.  Arkansas  Central  et  al.,  opinion  No.  7205,  64 
I.  C.  C.  213-18.  The  Commission  held  that  the  rates  are  and 
for  the  future  will  be  unreasonable  to  the  extent  that  they  ex- 
ceed or  may  exceed  the  mileage  scale  set  forth  in  the  report  and 
order. 

Conclusions  differing  from  those  recommended  by  the  ex- 
aminer who  made  a  report  on  the  case  were  reached  by  the 
Commission.  The  complainant  contended  that  the  rates  were 
unreasonable  and  the  railroads  agreed  to  the  extent  of  admitting 
that  the  situation  needed  correction  by  the  establishment  of  a 
distance  scale.  They  disagreed,  the  Commission  said,  as  to  the 
measure  or  the  level  of  the  rates.  The  scales  they  submitted 
differed  considerably. 

As  a  foundation  for  the  scale  prescribed  by  It  In  this  case, 
the  Commission  took  the  scale  prescribed  by  it  in  Oklahoma 
Cottonseed  Crushers'  Association  vs.  M.  K.  &  T.,  35  I.  C.  C.  94, 
and  39  I.  C.  C.  797,  for  application  from  Oklahoma  producing 
points  to  Kansas  City.  In  disposing  of  this  case  It  said  that  that 
scale  was  prescribed  after  careful  and  exhaustive  study  and 
that  no  good  reason  appeared  why  that  scale,  increased  in  ac- 
cordance with  the  general  advances  made  since  its  promulgation, 
should  not  be  applied  to  Dallas. 

The  scale  proposed  by  the  complainant  began  with  8  cents 


for  10  miles  or  less.  The  railroads  proposed  one  beginning  with 
I."...",  for  20  miles  or  less.  Under  the  scale  proposed  by  the  com- 
plainant the  minimum  revenue  per  car  would  have  been  $48. 
Under  that  proposed  by  the  carriers,  the  minimum  per  car  would 
have  been  about  $93,  using  a  60,000-pound  tank  carload  as  an 
average.  The  scale  proposed  by  the  railroads  was  based  on  the 
scale  prescribed  by  the  Commission  in  the  Shreveport  case,  in 
41  I.  C.  C.  83,  which  scale  was  thrown  Into  the  discard  In  48 
I.  C.  C.  312,  upon  rehearing. 

The  Commission  scale,  at  distances  of  100  and  250  miles, 
is  the  same  as  that  proposed  by  the  complainant,  namely,  20.5 
cents  and  30.5  cents.  The  scale  proposed  by  the  railroads,  at  100 
miles,  however,  would  have  been  only  25  cents  and  40  cento  for 
distances  between  240  and  280  miles.  It  ended  with  48  cents  for 
400  miles,  while  the  scale  ordered  by  the  Commission  names 
a  rate  of  39  cents  for  500  miles  and  ends  with  42  cents  for 
distances  between  575  and  600  miles. 

The  Commission  scale  begins  with  20.5  cents  for  distances 
from  90  to  100  miles  for  single  line  hauls.  It  adds  2.5  cents 
for  two  or  more  line  hauls  up  to  distances  of  up  to  200  miles, 
and  1.6  cents  for  distances  over  200  but  not  more  than  400.  The 
Commission  said  that  that  scale  was  practically  the  same  as 
that  prescribed  by  it  in  the  Oklahoma  Cottonseed  Crushers'  As- 
sociation case,  plus  the  25  and  35  per  cent  Increases. 

In  defense  of  their  proposal  to  use  the  old  Shreveport  scale, 
the  carriers  said  that  that  scale  was  in  operation  in  Oklahoma 
intrastate  traffic  and  that  it  would  be  improper  to  establish  a 
lower  scale  from  Oklahoma  Into  Texas  than  applied  on  Oklahoma 
intrastate  traflic.  Answering  that  contention,  the  Commission 
said  the  Oklahoma  commission  had  not  approved  that  scale — 
in  other  words,  that  the  Oklahoma  commission  might  decide 
that  that  scale  should  be  displaced  by  the  one  proposed  in  this 
case.  The  railroads  also  suggested  that  the  new  scale  should  be 
applied  in  Texas,  intrastate,  but  the  Commission  retorted  that 
the  issue  of  undue  prejudice  between  state  and  interstate  com- 
merce had  not  been  raised  in  this  case. 


FREE  TIME  ON  TRANS-SHIPMENTS 

The  Commission  has  condemned,  as  not  having  been  justi- 
fied, the  reduction  in  free  time,  from  5  days  to  48  nours,  now 
allowed  on  freight,  originating  in  California  and  sent  to  Pacific 
ports  for  trans-shipment  to  the  Atlantic  seaboard,  north  of 
Mexico,  Europe,  including  the  British  isles,  Africa,  and  the  Paci- 
fic coast  of  America  south  of  Queen  Charlotte  sound,  and  north 
of  Mexico.  The  proposal  was  made  In  schedules  suspended  in 
I.  &  S.  1362,  decreased  free  time  allowance  at  ports  on  traffic 
from  California.  The  shorter  free  time  was  to  have  ap- 
plied on  traffic  originating  in  California,  except  at  the  ports  of 
exit,  the  free  time  to  begin  running  at  the  first  7  a.  m.  after 
notice  of  arrival  had  been  given  or  sent,  or  after  notice  of  car- 
rier's readiness  to  deliver  the  car  at  the  port  of  exit.  The  re- 
striction was  to  have  applied  only  at  California  pans  on  traffic 
originating  in  California. 

This  reduction,  according  to  the  defense,  was  proposed  in 
the  Interest  of  car  conservation.  The  theory  of  the  carriers, 
as  set  forth  by  them,  was  that  shippers  in  California  are  so 
near  the  ports  that  they  could  time  their  shipments  so  they 
would  arrive  in  time  for  the  boat  on  which  they  were  to  be 
placed  by  starting  them  after  the  boat  has  been  reported  as 
being  near  the  ports  and  that  they  would  begin  loading  at  a 
certain  time.  The  carriers  also  said  the  boat  service,  to  the 
ports  included  within  the  restriction,  was  so  frequent  that  no 
harm  would  be  done  if  some  of  the  cars  did  not  arrive  for  a 
particular  boat,  because  another  would  be  in  port  in  a  short 
time. 

Protesting  shippers  suggested  that,  while  car  conservation 
might  have  been  one  of  the  things  the  carriers  had  in  mind, 
what  they  were  really  thinking  was  that  if  they  restricted  the 
free  time  they  would  make  shipment  by  vessel  so  expensive  that 
shippers  would  send  their  freight  all-rail.  Protestants  said  the 
only  effect  of  the  proposed  reduction  would  be  an  increase  In 
the  cost  of  transportation  through  the  ports  by  the  imposition 
of  additional  demurrage  charges. 

"Respondents  urge  that  the  destinations  described  were  se- 
lected because  they  were  served  by  a  greater  number  of  steam- 
ship lines,  with  more  frequent  and  dependable  sailings  than  other 
ports,"  says  the  Commission's  report.  "But  the  sailings  from 
San  Francisco  for  the  Orient  are  greatly  in  excess  of  those  for 
Atlantic  ports,  and  no  corresponding  reduction  In  free  time  is 
proposed  in  connection  with  trans-Pacific  ports.  Nearly  all  the 
traffic  here  under  consideration  moves  over  water  routes  which 
are  wholly  or  partly  competitive  with  transcontinental  rail  car- 
riers serving  Pacific  ports.  The  reduction  in  free  time  sought. 
If  allowed,  will  have  the  effect  of  restricting  the  service  incl- 
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dent  to  the  traffic  to  Atlantic  ports  moving  by  competitive  water 
routes." 

The  report  in  this  case  was  put  out  in  mimeographed  form 
without  opinion  or  page  numbers. 

RATING  ON  DRIED  BEEF  IN  GLASS 

In  a  report  on  No.  11130,  Indian  Packing  Corporation  vs. 
Ann  Arbor,  Director-General,  et  al.,  opinion  No.  7204,  64  I.  C.  C. 
205-12,  with  Commissioner  Daniels  wiring  a  dissent  in  strong 
language,  the  Commission  has  ordered  third  class  rating,  L.  C.  L., 
on  sliceed  dried  beef  in  glass  to  be  established  by  January  30, 
1922.  It  condemned  second  class  as  unreasonable  and  awarded 
reparation. 

The  order  to  reduce  the  rating  from  second  to  third  class 
was  made  notwithstanding  the  contention  of  the  carriers  that 
if  that  should  be  ordered  it  would  bring  demands  for  similar 
reductions  on  other  foods  packed  in  glass. 

"This  is  no  sufficient  reason,  however,  for  refusing  to  ac- 
cord to  sliced  beef  in  glass  the  rating  to  which  it  is  reasonably 
entitled,"  said  the  report.  "If  other  articles  are  entitled  to 
similar  treatment,  they  should  have  it." 

The  Commission  proceeded  upon  the  assumption  that,  when 
properly  packed  in  an  outer  container  of  the  right  character, 
the  character  of  the  inner  container  became  relatively  unim- 
portant. 

Commissioner  Daniels  said  the  decision  did  not  command 
has  support;  first,  because  the  present  rating  seemed  to  be 
more  in  consonance  with  the  considerations  that  determine 
classifications  generally;  second,  that  it  is  more  in  consonance 
with  the  great  majority  of  analogous  ratings  now  found  in  con- 
solidated classification  No.  2;  and  third,  that  the  present  second 
class  rating  effects  a  consistent  spread  between  carload  and 
less-carload  ratings  which,  under  the  order  made  in  this  case, 
will  be  reduced  to  a  spread  between  third  class  and  R-26,  the 
split  class  between  third  and  fourth.  In  addition,  Mr.  Daniels 
said  that,  in  his  opinion,  the  character  of  the  inner  container 
is  always  important  and  that  a  substantial  outer  container  does 
not  make  the  inner  container  unimportant,  particularly  when 
the  inner  container  is  glass,  which  makes  effective  separation 
of  the  units  inside  the  outer  container  of  essential  importance 
to  safe  carriage  with  a  minimum  breakage. 


OATS,  ROSEWOOD,  LA.,  TO  NATCHEZ,  MISS. 
An  order  of  reparation,  based  on  a  finding  of  unreasonable- 
ness, has  been  made  in  No.  11595,  Rumble  &  Wensel  Co.  vs. 
Director-General,  opinion  No.  7201,  64  I.  C.  C.  199-200,  as  to  a 
shipment  of  oats  from  Rosewood,  La.,  to  Natchez,  Miss.,  in 
September,  1918.  A  combination  rate  of  49  cents  was  applied. 
The  Commission  found  that  the  legally  applicable  rate  was  51 
cents,  so  the  shipment  was  undercharged.  The  Commission  held, 
however,  that  the  factor  of  36  cents  from  Rosewood  to  New 
Orleans  was  unreasonable  to  the  extent  that  it  exceeded  20 
cents,  the  rate  for  175  miles  prescribed  in  the  Natchez  case 
(supplemental  report,  58  I.  C.  C.  610)  and  ordered  reparation 
to  that  basis. 


RATE   ON    IMPORTED   WOOD    PULP 

The  Commission  has  dismissed  No.  11976,  Bedford  Pulp  & 
Paper  Co.  vs.  Chesapeake  &  Ohio  et  al.,  opinion  No.  7206,  64 
I.  C.  C.  219-220,  holding  that  the  rate  on  imported  wood  pulp,  on 
shipments  moving  from  Newport  News  to  Big  Island,  Va.,  be- 
tween August  25  and  December  31,  1919,  was  not  unreasonable 
nor  otherwise  unlawful.  A  rate  of  $3.50  per  short  ton  was 
assessed  and  collected.  The  chief  contention  of  the  complain- 
ant, according  to  the  Commission's  report,  was  that  the  rate 
was  unreasonable,  because  it  was  119  per  cent  of  the  import 
rate  in  effect  on  June  24,  the  day  before  all  import  rates  were 
canceled  by  General  Order  28.  It  asked  reparation  to  the  basis 
of  the  subsequently  established  rate  of  $2.50  per  ton. 

The  Commission  said  that  substantial  percentage  increase 
does  not  show  unreasonableness  in  and  of  itself,  nor  is  unrea- 
sonableness shown  by  a  subsequent  reduction. 


RATE  ON  COAL  TO  RED  BANK,  O. 

Reparation  on  account  of  an  unreasonable  rate  on  soft  coal 
from  Harveyton,  Ky.,  to  Red  Bank,  O.,  in  January  and  February, 
1918,  has  been  ordered  in  No.  12153,  Charles  Boldt  Paper  Mills 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7208,  64  I.  C.  C. 
223-5.  Red  Bank  is  within  the  Cincinnati  switching  district.  A 
rate  of  $1.05  applied  to  all  other  points  in  that  district,  but  to  Red 
Bank  the  applicable  rate  was  $1.85,  made  by  combination  of  $1.05 
to  Carrel  street,  and  80  cents  beyond.  A  rate  of  $1.40  applied  to 
points  beyond  Red  Bank.  The  departure  from  the  fourth  section 
was  not  protected  by  a  proper  application  for  its  continuance. 

The  Commission  said  that  it  could  not  hold  that  $1.05,  the 
rate  to  Cincinnati,  was  the  reasonable  maximum  rate,  because  it 
had  been  shown  in  46  I.  C.  C.  66  that  it  was  a  rate  resulting 
from  the  competition  of  water-borne  coal,  while  the  rate  to 
Loveland  and  other  points  farther  from  Cincinnati  than  Red 


Bank,  was  not.     It  held,  therefore,  that  $1.40  would  have  been 
the  reasonable  rate  and  ordered  reparation  to  that  basis. 

RATES  ON  WHEAT  MILLED  IN  TRANSIT 

In  a  report  on  No.  12152,  H.  D.  Lee  Flour  Mills  Co.  et  al. 
vs.  Director-General,  as  agent,  opinion  No.  7209,  64  I.  C.  C. 
226-8,  the  Commission  held  that  rates  applicable  on  wheat  from 
points  in  Kansas,  milled  at  Salina,  Kan.,  and  thence  forwarded 
as  flour  to  Galveston,  in  the  period  from  June  25  to  December, 
1918,  were  unreasonable,  because  and  to  the  extent  that  they 
exceeded  the  aggregate  of  the  intermediates.  It  held  that  the 
rates  on  similar  traffic,  from  points  in  Kansas  to  New  Orleans, 
were  not  unreasonable.  The  Director-General,  the  Commission 
said,  in  substance  admitted  that  the  rates  to  Galveston  were 
unreasonable  to  the  extent  that  they  exceeded  the  combination 
to  and  beyond  Kansas  City  and  expressed  willingness  to  waive 
the  outstanding  undercharges.  The  Commission  waived  the 
collection  of  the  undercharges  and  dismissed  the  complaint, 
holding  that  the  complainants  had  not  shown  themselves  dam- 
aged by  the  alleged  undue  prejudice. 

LOGS,  BOYNE  FALLS  TO  CADILLAC,  MICH. 

The  Commission  has  dismissed  No.  11216,  Cobbs  &  Mitchell, 
Inc.,  vs.  Grand  Rapids  &  Indiana  et  al.,  .opinion  No.  7210,  64 
I.  C.  C.  229-32,  holding  that  the  rates  on  logs,  from  Boyne  Falls 
to  Cadillac,  Mich.,  during  federal  control,  were  not  unreasonable. 
The  assailed  rates  yielded  18.2  cents  per  car-mile,  or  $14.05  per 
car  for  a  haul  of  77  miles. 


STONE  FROM  TENNESSEE 

The  Commission,  in  a  report  on  I.  and  S.  No.  1355,  Stone 
from  Bridgeport  and  Mascot,  Tenn.,  to  Louisville  &  Nashville 
Stations  (mimeographed,  without  opinion  or  page  numbers)  has 
held  as  not  justified  the  proposed  cancellation  of  joint  inter- 
state rates  on  stone,  ground  or  powdered,  from  the  points  named, 
and  ordered  the  suspended  schedules  to  be  cancelled  on  or 
before  December  10. 


DOCK  CHARGES  ON  ORE 

The  Traffic   World   Washington  Bureau 

Iron  and  steel  producers  are  understood  to  have  been  as- 
sured of  a  reduction  in  dock  charges  for  handling  iron  ore  in 
consequence  of  a  meeting  between  members  of  the  Lake  Superior 
Iron  Ore  Association,  blast  furnace  operators  and  steel  makers 
in  the  Pittsburgh,  Youngstown,  and  Wheeling  districts,  and  the 
coal,  coke,  and  ore  committee  of  the  Central  Traffic  Association. 
The  meeting  was  held  in  Pittsburgh  October  27.  Railroad  men 
at  the  cpnference  stated  that  it  had  been  the  intention  to  cut 
dock  charges  at  the  time  rates  on  ore  shipments  were  reduced, 
but  that  this  had  been  overlooked.  Action  is  expected  shortly 
when  the  recommendation  to  lower  dock  charges  will  be  made 
to  railroad  executives  in  New  York.  The  reduction,  in  all  proba- 
bility, will  be  made  as  soon  as  the  latter  act  on  the  recommenda- 
tion, provided  they  favor  it,  as  seems  likely,  and  would  bring 
the  dock  handling  charges  back  to  where  they  were  before  the 
40  per  cent  advance  went  into  effect  last  year.  Specifically  the 
charge  for  handling  from  the  hold  to  the  rail  of  the  vessel  would 
he  reduced  from  14  cents  to  10  cents  per  ton,  from  the  rail  to 
the  dock  stock  pile,  from  22%  cents  to  16  cents  and  from  the 
dock  to  the  car  from  14  cents  to  10  cents.  It  is  believed  the 
dock  storage  charge  will  be  reduced  from  1%  cents  to  the  old 
rate  of  1  cent  per  ton  per  month. 

Hearing  on  the  protest  against  charges  for  hauling  ore 
from  mines  in  the  Lake  Superior  district  to  upper  docks  will 
be  resumed  in  Chicago  December  7. 


ILLINOIS  RAILROAD  CONSTRUCTION 

The  Traffic  World  Washington  Bureau 

Attorney-Examiner  H.  C.  Davis  has  recommended  the  issu- 
ance of  a  certificate  authorizing  the  Illinois  Terminal  Railway 
Company  to  construct  a  line  of  its  railroad  in  Madison  and 
St.  Clair  counties,  Illinois.  The  terminal  company  serves  an 
industrial  district  in  the  vicinity  of  Alton  and  Wood  River,  111., 
through  Edwardsville,  111.,  and  connects  with  various  trunk 
lines  at  those  points.  It  proposes  to  extend  its  line  from  Le 
Clair  to  and  through  Formosa  Junction  to  O'Fallon,  111.,  a  dis- 
tance of  approximately  14  miles.  Objection  to  the  issuance  of 
a  certificate  was  made  by  the  St.  Louis,  Troy  &  Eastern  and 
the  St.  Louis  &  Illinois  Belt  companies.  The  construction  of 
the  proposed  extension  would  furnish  a  direct  one-line-haul 
from  the  mines  near  O'Fallon  to  Alton  and  shorten  the  distance 
approximately  fifteen  miles.  It  would  also  avoid  the  difficulties 
caused  by  the  movement  of  coal  through  the  terminals  in  East 
St.  Louis. 

The  terminal  company  estimated  the  cost  of  the  extension 
at  $641,964.  The  objectors  claimed  that  the  aggregate  cost 
would  be  $900,000  The  applicant  company  proposed  to  finance 
the  extension  from  surplus  funds  now  on  hand  and  available  for 
the  purpose.  The  objection  raised  by  the  two  railroad  com- 
panies mentioned  was  based  on  the  fact  that  for  part  of  the 
way  the  new  company's  line  would  parallel  their  own. 
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PETROLEUM  AND  PRODUCTS 

A  finding  of  unreasonableness  and  an  award  of  reparation 
i<>  the  basis  of  the  existing  rate  have  been  recommended  by  Ex- 
aminer John  A.  McQuillan,  in  a  report  on  No.  12436,  Automobile 
Gasoline  Co.  vs.  Director-General,  as  agent,  et  al.,  in  which  the 

0 plainant  alleged  that  the  rates  on  petroleum  and  its  products 

I'rnm  Roxana,  111.,  to  St.  Louis,  were  unreasonable,  unjustly  dis- 
criminatory and  unduly  prejudicial  after  January  1,  1919,  to  the 
present  time. 

Examiner  McQuillan  recommended  a  holding  of  unreason- 
ableness because  the  rates  prior  to  August  26,  1920,  exceeded  4.5 
cents  per  100  pounds  and  6.5  cents  after  that  date  on  a  minimum 
of  66,000  pounds. 

This  complaint  attacked  the  situation  produced  by  the 
modification  of  General  Order  No.  28,  which  commuted  the  25 
per  cent  increase  to  a  maximum  specific  increase  of  4.5  cents  per 
100  pounds.  Roxana,  the  shipping  point  of  the  complainant,  is 
on  the  Illinois  Terminal  Railroad  about  17  miles  north  of  East 
St.  Louis.  Since  October  16,  1918,  it  has  been  included  within 
the  switching  limits  of  Wood  River,  111.,  and  given  the  same 
rates.  Prior  to  that  time  there  were  no  commodity  rates  in 
effect  from  Roxana  because  there  had  been  no  movement  of 
petroleum  from  that  point.  The  rates  from  Wood  River  to  St. 
Louis  on  petroleum  and  its  products,  of  which  there  was  a  large 
movement,  prior  to  June  25,  1918,  were  2.5  cents  via  the  Illinois 
Terminal  and  the  Chicago,  Peoria  &  St.  Louis,  and  2.6  cents  via 
other  routes.  On  June  25,  1918,  the  rates  were  increased  to  3 
and  3.5  cents  in  compliance  with  General  Order  No.  28.  The 
rule  for  the  disposition  of  fractions  caused  the  spread  between 
the  rates  to  be  increased  from  one-tenth  of  one  cent  to  one  half 
cent  per  100  pounds. 

In  August,  1918,  the  application  of  the  flat  increase  brought 
rates  via  all  routes  up  to  7  cents.  The  general  advance  in 
August,  1920,  having  been  applied  on  the  basis  of  rates  in  effect 
June  24,  1918,  resulted  in  making  the  rate  via  the  Illinois 
Terminal  and  the  Chicago,  Peoria  &  St.  Louis  9.5  cents  and  10 
cents  via  the  other  lines. 

In  February,  1921,  the  railroads  got  together  and  agreed 
upon  a  rate  of  6.5  cents  on  a  minimum  of  66,000  pounds  as  a 
substitute  for  a  minimum  of  60,000.  The  complainant  attacked 
the  rates  as  unreasonable  to  the  extent  that  they  exceeded  4 
cents  prior  to  August  26,  1920,  and  5.5  cents  subsequent  thereto. 
The  complainant  arrived  at  those  amounts  by  taking  a  rate  of 
2.5  cents  from  Roxana  to  East  St.  Louis  and  adding  1.5  cents 
to  cover  the  bridge  toll  to  St.  Louis. 

The  Commission's  examiner  disagreed  with  the  complainant 
hut  recommended  a  holding  that  the  rates  were  unreasonable 
because  they  exceeded  4.5  cents  prior  to  August  26,  1920,  and 
6.5  cents  subsequent  to  that  date.  Reparation  is  to  be  made  on 
334  shipments  moving  between  January  1,  1919,  and  February 
28,  1921,  when  the  complaint  was  brought. 


POTATO  HEATER  CHARGE 

Dismissal  of  No.  12210,  American  Fruit  &  Vegetable  Ship- 
pers' Association  et  al.  vs.  Bangor  &  Aroostook  et  al.  has  been 
proposed  by  Chief  Examiner  R.  E.  Quirk,  on  a  holding  that 
heater  transit  charges  on  potatoes  shipped  in  Eastman  cars  from 
Aroostook  County,  Maine,  to  Boston,  New  York,  Philadelphia  and 
certain  named  group  destinations  are  not  unreasonable. 

Quirk  made  that  recommendation  after  an  exhaustive  hearing 
in  which  it  was  brought  out  that  since  December  27,  1918,  two 
increases  have  been  made  in  the  heater  transit  charges  so  that 
the  average  percentage  of  the  last  two  increases  to  all  groups 
was  84.2  per  cent.  The  average  increase  to  all  groups  made  in 
December,  1918,  was  31.6  per  cent  and  the  increase  made  in 
October  and  November,  1920,  averaged  39.8  per  cent. 

Most  of  the  cars  are  owned  by  the  carriers.  A  few  are 
owned  by  the  Eastman  Company.  Where  the  ownership  of  the 
heater  car  is  in  the  Eastman  Company  the  whole  revenue  de- 
rived therefrom  is  paid  to  the  Eastman  company,  the  carriers 
receiving  only  the  line  haul  charges.  Even  the  demurrage  is 
paid  to  the  Eastman  Company.  In  cases  where  the  ownership 
of  the  car  is  in  the  carriers  the  Eastman  Company  receives  75 
per  cent  of  the  transit  and  demurrage  charges  and  25  per  cent 
goes  to  the  carriers.  The  carriers  contended  at  the  hearing  that 
the  25  per  cent  paid  to  them  in  such  cases  did  not  more  than 
compensate  them  for  the  added  investment  and  for  the  special 
services  they  were  required  to  perform  in  connection  with 
potato  traffic  in  heater  cars. 

In  commenting  on  the  record,  Mr.  Quirk  said  that  it  showed 
the  use  of  Eastman  cars  was  greatest  when  operating  conditions 
were  most  difficult,  when  the  tracks  had  to  be  cleared  of  snow 
and  the  tonnage  of  freight  trains  reduced,  that  extra  switching 
was  required  to  fill  and  refill  the  oil  tanks;  that  the  Eastman 


cars  weighed  more  than  the  ordinary  cars;  that  carriers'  agents 
and  employes  were  often  called  upon  to  adjust  the  heating 
apparatus;  and  that  the  use  of  the  car  was  limited  in  that  dur- 
ing the  winter  it  must  be  used  exclusively  for  potato  traffic  and 
during  the  summer  It  may  not  be  sent  too  far  from  the  home 
road  or  roaded  with  the  regular  grades  of  freight.  Taking  into 
consideration  all  of  the  facts  in  the  record,  Quirk  said  that  the 
charges,  while  greatly  increased  since  1918,  had  not  been  shown 
to  be  unreasonable. 


RATE    ON  PETROLEUM   DISTILLATE 

It  is  the  opinion  of  Examiner  Andrew  C.  Wilkins,  expressed 
in  a  report  on  No.  12471,  L.  B.  Nicholas  Oil  Co.  et  al.  vs.  A.  T. 
&  S.  F.  et  al.,  that  the  application  of  the  rate  on  refined  oil 
to  shipments  of  petroleum  distillate,  38  Beaume  gravity,  from 
Cushing,  Okla.,  and  Independence,  Kan.,  to  Omaha,  in  1917,  was 
not  unreasonable.  The  stuff  was  billed  as  petroleum  distillate 
at  an  estimated  weight  of  6.6  pounds  per  gallon,  the  esti- 
mated weight  of  refined  oil,  but  In  the  testimony  the  com- 
plainant contended  that  what  was  really  shipped  was  gas  oil. 
Examiner  Wilkins  called  attention  to  the  fact  that  the  original 
order  of  the  consignee  called  for  450,000  gallons  of  38-40  degree 
petroleum  distillate.  The  examiner  based  his  recommendation 
on  the  report  of  the  Commission  in  Pure  Oil  Co.  vs.  Director- 
General,  56  I.  C.  C.,  218,  and  by  implication  distinguished  be- 
tween gas  oil  and  a  light-end  distillate  such  as  was  involved  in 
this  complaint. 

He  recommended  that  the  rates  imposed  on  shipments  of 
petroleum  road  oil  from  Cushing,  Okla.,  to  Florence,  Ralston, 
and  Omaha,  Neb.,  and  on  petroleum  fuel  oil  from  Le  Roy,  Kan., 
Council  Bluffs,  la.,  were  unreasonable  because  they  were  more 
than  5  cents  less  than  the  contemporaneous  rates  on  refined 
oil.  He  recommended  a  holding  that  rates  on  fuel  oil  for  the 
future  will  be  unreasonable  to  the  extent  that  they  may  exceed 
those  found  reasonable  for  application  prior  to  August  25,  1920, 
plus  the  increase  authorized  in  Ex  Parte  74. 


RATE  ON  NEWSPRINT  PAPER 

A  dismissal  of  the  complaint  has  been  recommended  by- 
Chief  Examiner  R.  E.  Quirk  in  a  report  on  No.  12587,  Magargee 
Brothers,  Inc.,  vs.  Delaware  &  Hudson  et  al.,  on  a  holding  that 
the  rate  on  newsprint  paper  from  Corinth,  Delano  Junction,  and 
Fort  Edwards,  N.  Y.,  to  Scranton,  since  January  1,  1918,  has 
not  been  unreasonable,  unjustly  discriminatory  or  unduly 
prejudical.  Quirk  found  that  overcharges  had  been  made  and 
said  they  should  be  refunded  promptly  and  the  case  dismissed. 

The  rate  attacked  is  a  combination  of  22.5  composed  of  the 
locals  of  the  Delaware  &  Hudson  to  Binghampton,  N.  Y.,  and  the 
Lackawanna  to  Scranton.  Over  the  Delaware  &  Hudson  direct 
a  rate  of  15.5  was  in  effect  during  the  time  the  complainant 
was  routing  via  Binghampton.  The  local  switching  charge  of 
the  Lackawanna  in  Scranton  was  2.5  cents,  so  the  complainant 
could  have  made  up  a  combination  on  4.5  cents  less  than  the 
one  it  used. 

Quirk  said  the  evidence  of  unreasonableness  consisted 
chiefly  of  testimoney  about  a  promise  to  establish  a  rate  of  17.5 
for  movement  over  the  Delaware  &  Hudson  and  Lackawanna 
delivery,  but  that  it  was  never  carried  out,  even  if  made.  Quirk 
did  not  explain  why  the  Binghampton  combination  was  used 
instead  of  the  Delaware  &  Hudson  rate  to  Scranton,  plus  the 
Lackawanna  switching  rate  to  the  complainant's  plant  in  Scran- 
ton, or  why  the  Delaware  &  Hudson  had  not  acted  on  the  fact 
that  it  probably  could  have  obtained  a  larger  share  of  the 
charges  if  it  had  explained  that  the  paper  could  have  been 
shipped  to  Scranton  on  the  Delaware  &  Hudson  and  then 
switched  to  the  Magargee  plant  at  a  lower  charge  than  on  the 
Binghampton  combination. 

Quirk  said  the  fact  that  a  lower  rate  existed  over  a  route 
other  than  that  designated  by  the  shipper  did  not  require  the 
establishment  of  the  lower  rate  over  some  other  route  or  prove 
that  the  higher  rate  was  unreasonable. 


RATE   ON    IRON   PIPE 

Dismissal  of  No.  12359,  Humble  Pipe  Line  Co.  vs.  Director- 
General,  as  agent,  has  been  recommended  by  Examiner  F.  E. 
Early,  on  a  holding  that  the  rate  on  wrought  iron  pipe  from 
Pittsburgh  to  Hillendahl,  Bellaire  and  Fairbanks',  Tex.,  in  July, 
1919,  was  not  unreasonable  or  otherwise  unlawful. 


RATES  ON   COTTONSEED 

Reparation  on  account  of  unreasonable  rates  on  cottonseed 
from  points  in  North  and  South  Carolina  to  Mina  (Atlanta),  Ga., 
has  been  suggested  by  Examiner  F.  W.  McM.  Woodrow  in  a  re- 
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port  on  No.  12095,  Empire  Cotton  Oil  Co.  vs.  A.  C.  L.  et  al.  The 
rates,  he  said,  should  be  held  unreasonable  because  they  ex- 
ceeded the  aggregate  of  the  intermediates. 


RATES    ON    MARBLE 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  suggested  by  Examiner  Warren  H.  Wagner  in  a  re- 
port on  No.  12169,  Bradbury  Marble  Co.  et  al.  vs.  B.  &  O.  et  al., 
as  to  rates  on  rough  quarried,  sawed  and  dressed  marble  from 
New  York,  Philadelphia  and  Baltimore  to  St.  Louis,  Edwards- 
ville,  111.,  Milwaukee  and  points  taking  the  same  rates.  The 
examiner  said  they  should  be  held  unreasonable  because  they 
exceeded  the  combination  based  on  Cleveland. 


RATE    ON    AEROPLANES 

A  finding  of  unreasonableness,  accompanied  by  a  denial  of 
reparation,  has  been  recommended  by  Examiner  Leo  J.  Flynn 
in  a  report  on  No.  12411,  Earl  P.  Cooper  Co.  vs.  C.  R.  I.  &  P. 
et  al.,  as  to  the  rate  on  aeroplanes,  k.  d.,  not  boxed  or  crated, 
from  Memphis  to  Los  Angeles  The  examiner  said  that  the  three 
times  first  class  imposed  was  unreasonable  because  and  to  the 
extent  that  it  exceeded  one  and  one-half  times  first  class.  The 
examiner  also  recommended  a  like  holding  on  aeroplanes  from 
Lincoln,  Neb.,  to  Reno,  Nev.,  and  Redwood  City,  Calif.  Repara- 
tion, the  examiner  said,  should  be  denied  because  the  complain- 
ants did  not  bear  the  unreasonable  charges. 


STEEL   BED   PARTS 

Examiner  John  H.  Howell  has  recommended  the  dismissal 
of  No.  12749,  Murphy  Manufacturing  Co.  vs.  Oregon-Wasington 
R.  R.  &  Nav.  Co.  et  al.,  on  a  holding  that  the  charges  on  a  car- 
load of  steel  bed  parts  shipped  January  12,  1918,  from  Chicago 
to  Tacoma,  Wash.,  were  not  unreasonable. 


RATES   ON    LOGS 

Attorney-Examiner  Richard  P.  Eddy  has  advised  the  dis- 
missal of  No.  12733,  Lassen  Lumber  &  Box  Co.  vs.  Southern 
Pacific,  and  Director-General,  on  a  finding  that  the  rates  on 
logs  from  Facht,  Calif.,  to  Susanville,  Calif.,  during  federal  con- 
trol were  not  unreasonable  or  otherwise  in  violation  of  the  act 
to  regulate  commerce. 


RATE  ON   DRIED  SWEET  CORN 

Examiner  J.  O.  Cassidy,  in  a  report  on  No.  12836,  Albert  R. 
Hostetter  Co.  vs.  Dayton,  Toledo  &  Chicago  et  al.,  has  recom- 
mended a  finding  of  unreasonableness  and  an  award  of  repara- 
tion on  five  carloads  of  dried  sweet  corn  from  Union,  O.,  to 
Chicago  and  Kansas  City,  between  August  20,  1920,  and  May 
25,  1921.  He  said  the  Commission  should  hold  that  the  rates 
were  unreasonable  because  and  to  the  extent  that  they  exceeded 
fourth  class  on  a  30,000-pound  minimum. 


REPARATION  FOR  MISROUTING 

Reparation  amounting  to  $4.38  on  account  of  misrouting, 
has  been  recommended  by  Examiner  John  H.  Howell  in  a  report 
on  No.  12558,  Jacobson  Brothers  vs.  Northern  Pacific  et  al.  The 
misrouted  traffic  consisted  of  one  carload  of  contractor's  outfit, 
from  Alice,  Minn.,  to  New  Duluth,  Minn.,  in  March,  1919.  The 
question  was  as  to  the  rate  beyond  Duluth.  Howell  said  the 
rates  imposed  were  not  unreasonable  but  that  the  car  was  mis- 
routed,  hence  his  recommendation. 


RATE  ON  COTTONSEED  HULL  BRAN 
Reparation  on  account  of  an  unreasonable  rate  on  cotton- 
seed hull  bran  recommended  by  Examiner  Richard  T.  Eddy,  in 
a  report  on  No.  12512,  Feeders'  Supply  Co.  vs.  C.  B.  &  Q.  et  al. 
The  shipments  were  made  from  East  St.  Louis  to  Kansas  City 
in  1918  and  the  following  year.  Eddy  said  the  holding  should 
be  that  the  rates  were  unreasonable  because  and  to  the  extent 
that  they  exceeded  those  on  cottonseed  cake  and  meal. 


SHIPMENT    OF    GRAPE    JUICE 

Attorney-Examiner  Charles  F.  Gerry  has  advised  the  dis- 
missal of  No.  12805,  Schuhle  Pure  Grape  Juice  Co,  Inc.,  et  al.  vs. 
Director-General,  New  Haven,  et  al.,  on  a  holding  that  four  car- 
loads of  grape  juice  shipped  from  Highland,  N.  Y.,  in  January 
and  February,  1919,  to  Little  Rock,  Ark.,  and  Houston,  Tex., 
were  not  misrouted,  as  alleged. 


TWO-FOR-ONE   RULE 

A  finding  of  unreasonable  charges  and  an.  award  of 
reparation  have  been  recommended  by  Examiner  John  H.  Howell 
in  a  report  on' No.  12643,  F.  S.  Harmon  &  Co.  vs.  P.  C.  C.  &  St. 
L.  et  al.  The  unreasonable  charges  flowed  from  the  failure  of 
the  carrier  to  have  in  its  tariffs  a  two-for-one  rule  to  cover  a 
follow-lot  shipment  of  fiber  chairs  from  Jeffersonville,  Ind.,  to 
Portland,  Ore.,  in  August,  1917.  A  third  class  rate  of  $2.52  was 
imposed  on  the  follow-lot  shipment  which  was  made  necessary 
because  the  carrier,  for  its  own  convenience,  furnished  two 
cars  instead  of  one  50-foot  car  requested  by  the  complainant. 


The  carload  rate  was  $1.50.  The  two-for-one  rule  was  not  ap- 
plicable, it  was  shown  by  the  carrier  to  the  shipments  in  ques- 
tion but  in  February,  1920  the  exceptions  to  the  rule  were 
stricken  out,  so  there  was  no  necessity  for  an  order  requiring 
the  establishment  of  that  rule  in  connection  with  commodities 
excepted  from  the  rule  in  August,  1917. 


DEMURRAGE    CHARGES    ON    TACK    PLATE 

An  order  of  dismissal  has  been  advised  by  Examiner  M.  G. 
de  Quevedo  in  a  report  on  No.  12177,  British  United  Shoe  Ma- 
chinery Co.,  Ltd.,  vs.  Pennslyvania,  on  a  holding  that  the 
domestic  demurrage  charges  at  Baltimore  on  eight  cars  of  tack 
plate  shipped  from  Vandergrift,  Pa.,  to  Baltimore  for  export, 
but  reconsigned  to  New  York  or  Philadelphia  and  exported  from 
those  ports,  were  applicable  and  had  not  been  shown  to  be 
unreasonable  or  otherwise  unlawful. 


BITUMINOUS    COAL    FROM    CLINTON    DISTRICT 

Dismissal  has  been  recommended  by  Examiner  F.  E.  Mullen 
for  No.  12456,  The  Grasselli  Chemical  Co.  vs.  Director-Gen- 
eral, Chicago  &  Eastern  Illinois  et  al.,  on  a  holding  that  the 
intrastate  rates  on  bituminous  coal,  from  mines  in  the  Clinton 
district  of  Indiana  to  the  complainant's  plant  near  Terre  Haute, 
in  the  whole  of  the  federal  control  period  were  not  un- 
reasonable. 


INDIANA  RATES  ON  SOFT  COAL 

In  a  tentative  report  on  No.  12,407  Loogootee  Fire  Clay 
Products  Co.  vs.  B.  &  O.  and  Director-General,  Examiner  Frank 
E.  Mullen  has  recommended  a  holding  that  the  rate  on  soft 
coal,  from  Wheatland  to  Vincennes,  Ind.,  and  from  Montgomery 
to  Loogootee,  were  not  unreasonable.  The  complainant  ob- 
jected to  the  application  of  group  rates  to  short  hauls  within 
the  group. 

A  further  recommendation  was  that  the  rates  from  Cannell- 
burg  to  Loogootee  was  reasonable  because  and  to  the  extent 
it  exceeded  45  cents  per  net  ton,  to  which  basis  reparation 
should  be  made.  The  rate  imposed  was  70  cents.  The  report 
also  covers  No.  12408,  Fred  Kixmiller  et  al.  vs.  same. 


IRON    AND   STEEL   RAILS   FROM    HUNTINGTON,  W.  VA. 

On  rehearing  on  No.  9784,  West  Virginia  Rail  Company  vs. 
Baltimore  &  Ohio,  Director-General  et  al.  Attorney-Examiner 
Richard  P.  Eddy  has  recommended  a  holding  that  rates  on  iron 
and  steel  rails,  from  Huntington,  W.  Va.,  to  destinations  in 
Buffalo-Pittsburgh  and  Central  Freight  Association  territories, 
were  and  are  unduly  prejudicial  to  Huntington  and  unduly 
preferential  of  Pittsburgh  and  Johnstown,  Pa.,  Newark,  O.,  and 
Cumberland,  W.  Va.  He  suggested  that  carriers  be  required  to 
remove  the  undue  prejudice  by  publishing,  from  Huntington  and 
nearby  points  to  the  destination  territories  involved,  rates 
on  steel  rails  not  exceeding  78  per  cent  of  the  contemporane- 
ously applicable  sixth  class  rate. 


LOGS,    MENGLEWOOD,   TENN.,   TO    BONDURANT,    KY. 

Reparation  has  been  recommended,  by  Examiner  Myron  Wit- 
ters in  a  report  on  No.  12190,  A.  B.  .Smith  et  al.  vs.  Illinois 
Central,  on  a  holding  that  the  so-called  net  rates  on  hardwood 
logs  for  manufacture  and  reshipment,  from  Menglewood,  Tenn., 
to  Bondurant,  Ky.,  were  and  are  unreasonable.  An  additional 
holding,  he  said,  should  be  that  rates  on  like  traffic  from 
Proctor  City,  Wynnburg,  Miston,  and  Lenox,  Tenn.,  to  Bondu- 
ant  were  neither  unreasonable  nor  unduly  prejudicial.  A 
third  recommendation  was  that  rate  on  like  traffic  from  Miston 
to  Trimble,  Tenn.,  were  unreasonable  and  unduly,  prejudicial 
and  that  reparation  should  be  made. 

Specifically,  the  examiner  recommended  a  holding  that 
the  rates  from  Menglewood  to  Bondurant  were  unreasonable  to 
the  extent  that  they  exceeded  4.5  cents  prior  to,  and  5.5  subse- 
quent to,  August  26;  that  reparation  should  be  made  to  that 
basis,  and  that  the  rate  indicated  for  application  after  August 
26,  1920,  should  be  prescribed  for  the  future. 


C.  T.   H.  &  S.  E.   BONDS 

The  Chicago,  Terre  Haute  &  Southeastern  Railway  Com- 
pany has  been  authorized  by  the  Commission  to  issue  $310,571 
of  5  per  cent  first  and  refunding  mortgage  gold  bonds,  said 
bonds  to  be  delivered  to  the  Chicago,  Milwaukee  &  St.  Paul  to 
reimburse  it  for  the  payment  of  $217,400  of  obligations  of  the 
Chicago,  Terre  Haute  &  Southeastern  in  accordance  with  the 
terms  of  an  indenture  of  lease  made  by  and  between  the  two 
companies.  The  Chicago,  Milwaukee  &  St.  Paul  also  was  au- 
thorized to  assume  as  lessee  the  obligation  or  liability  of  the 
Chicago,  Terre  Haute  &  Southeastern  in  respect  to  the  payment 
of  the  principal  and  interest  of  the  $310,571  of  bonds.  Under 
order  of  June  28,  1921,  the  Commission  authorized  the  acquisi- 
tion by  the  St.  Paul  of  control  of  the  Southeastern  by  the  pur- 
chase of  capital  stock  and  by  a  999  year  lease. 
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GENERAL  ORDER  NO.  18  UPHELD 

Tht  Traffic   World   Washington  Bureau 

The  U.  S.  Supreme  Court  held,  November  7,  in  No.  55,  Ala- 
bama &  Vicksburg  vs.  Smith  Journey,  that  the  Director-General 
was  within  his  power  in  issuing  General  Order  No.  18,  prescrib- 
ing veniK>  of  suits.  Journey  obtained  judgment  against  the  rail- 
i-iiad  for  personal  injuries  and  the  company  pleaded  that  the 
plaintiff  was  not  a  resident  of  Hinds  County,  Mississippi,  where 
suit  was  brought,  and,  also,  that  the  cause  of  action  did  not 
arise  In  that  county,  citing  the  Director-General's  order  in  sup- 
port of  that  plea.  The  Supreme  Court  of  Mississippi  ruled  that 
the  order  exceeded  the  power  conferred  by  Congress  on  the 
President  and,  in  turn,  by  him  on  the  Director-General.  The 
Supreme  Court  of  the  United  States  reversed  the  Mississippi 
court. 


DISCRIMINATORY  CAR  DISTRIBUTION 

The  Traffic   World   Washington  Bureau 

In  No.  210,  Pennsylvania  Railroad  Company,  plaintiff  in 
error,  vs.  Isaac  C.  Weber,  surviving  partner  of  W.  J.  Jacoby 
and  Isaac  C.  Weber,  trading  under  the  firm  name  of  W.  F. 
Jacoby  &  Co.,  the  United  States  Supreme  Court  has  affirmed 
the  United  States  Circuit  Court  of  Appeals  for  the  Third  Circuit 
in  sustaining  a  judgment  in  favor  of  the  Jacoby  company  on 
an  award  of  reparation  made  by  the  Interstate  Commerce  Com- 
mission. 

Justice  Day,  who  wrote  the  opinion,  said  the  cause  of  action 
had  been  the  subject  of  much  and  long  continued  controversy  and 
that  this  was  its  third  appearance  in  the  Supreme  Court.  The  pre- 
vious history  of  the  litigation  is  set  forth  in  242  U.  S.  89. 

The  case  Involved  an  award  of  reparation  based  on  a  finding 
of  discrimination  by  the  railroad  company  against  the  plaintiffs 
in  the  distribution  of  coal  cars,  and  the  allegation  of  the  railroad 
company  that  the  Commission  had  used  the  wrong  basis  in 
awarding  damages.  The  railroad  company  said  the  Commission 
had  used  a  table  showing  a  discrimination  of  the  railroad  com- 
pny  against  the  plaintiffs  in  the  distribution  of  coal  cars  in  time 
of  shortage  and  produced  a  witness  who  testified  to  the  effect 
that  the  use  of  the  percentages  in  that  table  as  the  basis  of 
awarding  damages  was  to  give  the  plaintiffs  undue  preference 
in  the  distribution  of  coal  cars  which  favored  shippers  had 
received. 

Justice  Day  said  that  as  there  was  substantial  testimony  in 
the  record  to  support  the  finding  of  the  Commission  in  awarding 
damages  in  a  sum  at  least  equal  to  the  amount  assessed  by  it,  the 
principal  question  to  be  decided  was:  May  a  plaintiff  recover 
in  such  circumstances,  in  a  suit  based  on  a  reparation  order  of 
the  Commission,  when  there  is  testimony  fairly  tending  to  show 
that  recovery  was  justified  because  of  unfair  practices  in  the 
distribution  of  coal  cars  in  time  of  shortage,  which  practices, 
as  its  report  shows,  were  condemned  by  the  Commission,  al- 
though it  may  appear  that  the  sum  awarded  by  the  Commission 
was  actually  based  on  an  erroneous  calculation? 

In  determining  the  rule  to  govern  this  situation,  the  court 
said,  it  must  be  borne  in  mind  that  the  Commission  has  the 
power  to  act  upon  questions  of  unfair  practices  and  discrimina- 
tion. The  court  said  there  was  no  doubt  that  the  Commission 
used  a  wrong  basis  in  awarding  damages,  but  that  there  was 
testimony  tending  to  show  damages  in  at  least  the  sum  awarded 
by  the  Commission,  and  that  there  was  no  prejudicial  error 
because  of  the  erroneous  calculation  of  the  Commission  which 
was  the  basis  of  the  award. 


TAP  LINE  DIVISIONS 

The  Traffic   World   Wcshington  Bureau 

The  United  States  Supreme  Court,  in  an  opinion  written 
by  Justice  Brandeis,  has  affirmed  the  U.  S.  District  Court  for 
the  Western  District  of  Arkansas,  in  No.  291,  Louisiana  &  Pine 
Bluff  Railway  Company,  appellant,  vs.  the  United  States,  in  which 
the  lower  court  dismissed  a  suit  by  the  railroad  company  seek- 
ing a  reversal  of  a  decision  of  the  Interstate  Commerce  Com- 
mission relating  to  divisions. 

The  Louisiana  &  Pine  Bluff  is  a  common  carrier  owned  by 
tin*  Union  Sawmill  Company,  serving  it  by  means  of  a  tap  line 
which  connects  its  mill  at  Huttig,  Ark.,  with  the  Missouri  Pacific, 
at  Dollar  Junction.  Justice  Brandeis  said  the  trunk  line  and 
t  lin  tap  line  joined  in  establishing  through  routes  and  joint 
•  s  from  the  mill  to  points  on  the  trunk  line  and  beyond. 
Tin1  division  or  allowance,  lie  said,  given  to  the  tap  line  out  of 
the  joint  rates  was  large.  It  was  held  by  the  Interstate  Com- 
merce Commission  to  amount  to  a  rebate  to  the  Union  Sawmill 
Company  and  to  discriminate  unjustly  against  the  Wisconsin 
Lumber  Company,  an  independent  concern  also  served  by  the 
tap  line. 

After  proceedings  before  the  Commission,  which  lasted  for 
many  years,  the  justice  said,  Its  supplemental  order,  entered 
June  10.  1919,  limited  the  division,  receivable  by  the  tap  line 
for  hauling  lumber  from  the  Union  Sawmills  to  Dollar  Junc- 
tion, to  $?,  per  oar.  This  charge  was  later  advanced  to  $3.50 


and  then  to  |4.50,  but  the  Court  .said  the  lncrca»«i  did  not  affect 
the  legal  questions  Involved. 

The  Louisiana  &  Pine  Bluff,  after  the  division  had  been 
tlxed  at  $3,  brought  this  suit  against  the  United  States  to  en- 
join enforcement  of  the  order  and  to  annul  the  same.  The  bill 
charged  that  the  order  deprived  the  plaintiff  of  property  with- 
out due  process  of  law;  that  It  discriminated  against  plaintiff 
by  denying  to  It  the  same  compensation  which  other  carriers 
were  allowed  to  charge  for  like  service;  and  that  the  Commis- 
sion was  without  authority  in  law  or  In  fact  to  make  the  order 
complained  of.  The  Interstate  Commerce  Commission  Inter- 
vened, Justice  Brandeis  said.  The  District  Court  dismissed  the 
case  and  it  was  brought  up  on  appeal. 

No  claim  was  made  that  the  division  allowed  was  so  low 
as  to  be  conflscatory.  No  claim  was  made  that  there  was  lack 
of  notice  or  of  opportunity  to  be  heard  before  the  Commission 
or  that  the  proceedings  before  it  were  otherwise  Irregular. 
Nor  could  a  claim  that  the  order  was  unsupported  by  evidence 
be  insisted  upon,  said  the  Justice,  for  only  a  part  of  the  evidence 
taken  before  the  Commission  was  introduced.  (Manufacturers' 
Railway  Co.  vs.  U.  S.  246,  U.  S.  457,  481;  SpHler  vs.  A.  T.  & 
S.  P.,  253  U.  S.  117,  125.)  The  claim  urged,  the  Court  said, 
was  that  the  order  was  arbitrary  and  so  unreasonable  that  It 
should  be  set  aside. 

After  the  decision  in  the  Tap  Line  casfs,  234  U.  S.  1,  the 
Commission  made,  the  Court  said,  in  respect  to  each  of  the 
many  tap  line  companies  which  were  party  to  the  proceeding, 
an  order,  40  I.  C.  C.  470,  like  that  sustained  in  O'Keefe  vs.  U. 
S.,  240  U.  S.  294.  By  these  orders,  the  Court  said,  the  maximum 
division  to  a  tap  line  for  hauling  a  car  from  the  mill  to  the 
junction  with  the  trunk  line,  for  a  distance  of  not  more  than 
three  miles,  was  fixed  at  $3  For  a  distance  over  three  and  not 
more  than  six  miles  the  division  to  the  tap  line  was  fixed  at 
1%  cents  per  100  pounds,  or  approximately  $9  per  car. 

The  plaintiff  contended  that  it  should  be  allowed  to  receive 
the  division  of  1%  cents,  on  the  ground  that  its  haul  from  the 
Union  Sawmill  plants  to  Dollar  Junction  was  more  than  three 
miles.  Cars  loaded  with  lumber  at  the  platforms  of  the  Union 
Mills,  the  Court  said,  if  hauled  direct  to  Dollar  Junction,  would 
travel  only  2.41  miles.  But  because  the  cars  were  hauled  first 
to  a  track  scale  the  distance  actually  traveled  was  3.42  miles. 
The  Court  said  that  the  Commission,  Interpreting  its  own  order, 
directed  that  for  this  service  the  plaintiff  could  not  be  allowed 
by  the  trunk  line  more  than  $3. 

The  contention  was  that  weighing  a  car  is  an  integral  part 
of  the  transportation  service.  (In  re  Weighing  of  Freight  by 
Carriers,  28  I.  C.  C.,  7;  Detroit  Coal  Exchange  vs.  Michigan 
Central  R.  R.  Co.  38  I.  C.  C.,  79.)  It  was  further  contended 
that  to  refuse  to  make  an  allowance  for  the  out-of-line  haul  was 
arbitrary  and  so  unreasonable  as  to  invalidate  the  order.  For 
the  haul  from  the  Wisconsin  Lumber  Company's  mill  to  Dol- 
!ar  Junction,  which  is  3.42  miles  in  the  direct  line,  the  Commis- 
sion authorized  the  division  to  the  plaintiff  of  1%  cents  per 
100  pounds. 

"The  contention  that  the  order  is  invalid  ignores  both  the 
nature  of  the  proceedings  before  the  Commission  and  the  find- 
ings upon  which  the  order  was  made,"  said  Justice  Brandeis. 
"The  proceeding  was  one  to  remove  unjust  discrimination.  The 
Commission's  decision  is  based  upon  a  consideration  both  of 
general  conditions  and  of  the  particular  situation.  It  finds  that 
allowance  of  more  than  $3  a  car  for  hauling  the  car  from  the 
Union  Sawmill  plant  to  Dollar  Junction  would  result  in  unjust 
discrimination.  That  the  finding  was  supported  by  evidence 
we  must  assume  In  this  proceeding.  And  not  only  does  the 
plaintiff  fail  to  show  that  the  conclusion  reached  was  arbitrary, 
but  additional  findings  in  the  report  afford  abundant  reason  why 
the  out-of-line  haul  to  the  scales  should  not  be  allowed  for  in 
fixing  the  division." 

Justice  Brandeis  said  the  effect  of  the  Commission's  decision 
was  that  any  larger  divisions  would  operate  as  rebates. 


NORTH  DAKOTA  RATE  CASE 

A  motion  asking  that  the  court  cancel  its  order  setting  for 
oral  argument  January  3  the  motion  of  carriers  to  dismiss  the 
original  bill  filed  by  the  state  of  North  Dakota  in  the  intra- 
state  rate  case  growing  out  of  the  Commission's  order  advanc- 
ing North  Dakota  rates  has  been  filed  in  the  United  States 
Supreme  Court  by  Karl  Knox  Gartner,  counsel  for  the  state. 
The  state  contends  in  the  motion  that  the  grounds  on  which 
the  carriers  base  their  motion  to  dismiss  were  disposed  of  by 
the  court  when  it  permitted  the  state  to  file  the  original  bill. 
It  asks  that  the  case  'be  submitted  on  briefs  and  that  the 
motion  of  the  carriers  be  denied 


S.   P.   GUARANTY   OF  SECURITIES 

The  Southern  Pacific  has  applied  to  the  Commission  for 
authority  to  guarantee  equipment  trust  certificates  issued  by 
the  Anglo  California  Trust  Company  to  an  amount  not  in  excess 
of  $600,000  in  connection  with  an  equipment  trust  lease  and 
agreement  of  the  San  Diego  &  Arizona  Railway  Company.  The 
capital  stock  Of  the  San  Diego  &  Arizona  is  owned  one-half  by 
the  Southern  Pacific  and  one-half  by  the  J.  D.  and  A.  B.  Spreo- 
kles  Securities  Company. 
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MEANING  OF  "DEFICIT" 

The  Traffic   World   Washington  Bureau 

Another  phase  of  the  apparently  interminable  short  line 
railroad  question  created  by  the  refusal  of  Director-General  Mc- 
Adoo  to  retain  control  of  the  small  carriers  has  come  before  the 
Commission  for  formal  argument.  The  discussion,  November 
4,  was  on  the  meaning  to  be  given  to  the  word  "deficit"  as  used 
in  section  204  of  the  transportation  act.  In  that  section  Con- 
gress said  the  term  carrier,  as  used  in  the  section,  meant  one 
that  competed  for  traffic,  or  was  connected  with  a  railroad  that 
had  been  taken  under  federal  control  "and  which  sustained  a 
'deficit'  in  its  railway  operating  income  for  that  portion  (as  a 
whole)  of  the  period  of  federal  control  during  which  it  operated 
its  own  railroad  or  system  of  transportation"  other  than  a  street 
or  interurban  electric. 

Arguments  were  deemed  necessary  by  the  representatives  of 
the  short  line  railroads  because,  April  13,  1920,  Dr.  M.  O.  Lorenz, 
in  a  letter,  ruled  that  "deficit"  should  have  only  that  limited 
meaning  which  is  indicated  when  it  is  said  that  the  operations 
of  a  railroad  were  "in  the  red" — that  is  to  say,  if  during  federal 
control  a  railroad  had  one  dollar  of  net  railway  operating  in- 
come to  be  contrasted  with  a  net  of  $50,000  a  year,  on  an  aver- 
age during  the  three  test  period  years,  then  it  was  to  be  excluded 
from  the  benefits  of  section  204,  although  a  railroad  which  had 
been  kept  under  control  during  the  whole  period  would  have 
the  difference  between  one  dollar  and  $50,000  made  good  from 
the  government  treasury. 

Bird  M.  Robinson,  president  of  the  American  Short  Line 
Association,  and  Ben  B.  Cain,  its  general  counsel,  argued  the 
question  at  length.  Mr.  Robinson  went  into  the  whole  history 
of  the  treatment  of  short  lines  by  Director-General  McAdoo  and 
his  successor,  John  Barton  Payne,  the  lawyer  who  dictated  Mc- 
Adoo's  policy  of  exclusion  of  the  short  lines  from  the  benefits  of 
the  federal  control  law.  His  object  was  to  show  that  Congress 
had  never  accepted  the  construction  placed  on  its  acts  by  Payne. 
On  the  contrary,  he  pointed  out,  it  passed  relief  measures  in- 
tended to  give  the  short  lines  as  good  treatment  for  the  control 
and  guaranty  periods  as  had  been  given  the  larger  roads,  even 
to  the  extent,  in  the  transportation  act,  of  directing  the  mak- 
ing good,  from  the  treasury,  of  the  deficits  incurred  by  the  short 
lines  while  they  were  operating  their  properties  for  the  account 
of  the  government.  Even  the  Commission  disagreed  with  the 
Payne  construction  of  the  act  in  that  part  in  which  Payne  tried 
to  hold  that  the  short  lines  had  never  been  taken  over  and, 
therefore,  were  not  entitled  to  anything,  even  for  the  period 
from  January  1,  when  the  President  issued  his  proclamation 
taking  over  "every"  railroad  and  system  of  transportation  other 
than  street  and  interurban  electrics,  to  June  22,  June  29,  or 
June  30,  on  which  days  Payne  sent  letters  to  the  short  lines 
telling  they  had  never  been  taken  over  but,  nevertheless,  he  was 
thereby  releasing  them. 

"If  I  were  a  preacher  I  should  take  for  my  text  'The  Spirit 
of  the  Law,'  said  Mr.  Cain.  "It  is  fundamental  that  a  law  may 
not  be  construed  to  work  injustice,  discrimination,  oppression  or 
absurdity  and  that  all  parts  of  it  must  be  construed  so  as  to  be 
in  harmony.  If  the  Commission  adheres  to  the  ruling  made  in 
the  Lorenz  letter,  the  construction  will  work  injustice,  discrimi- 
nation, oppression  and  absurdity.  It  will  mean  that,  if  during 
federal  control  a  road  had  so  much  of  a  net  railway  operating 
income  as  one  dollar,  it  can  receive  nothing  from  the  govern- 
ment, even  if  its  average  income  per  annum,  for  each  of  the 
three  years  of  federal  control,  it  had  a  net  of  $50,000.  It  will 
mean  that  a  railroad  that  also  had  an  average  net  of  $50,000 
per  annum,  if  it  had  a  deficit  of  one  dollar,  it  will  receive  from 
the  government  for  one  year  $50,001  and  $50,000  for  each  other 
year.  It  is  an  extreme  illustration  but  it  shows  the  absurdity 
that  will  follow  the  use  of  the  rule  laid  down  by  Dr.  Lorenz. 

"The  object  of  the  legislation  was  to  assure  to  the  railroads, 
during  the  control  period,  as  good  an  income  as  they  made,  on 
the  average  during  the  three  years  of  the  test  period." 

•Commissioner  Meyer  said  that  the  then  chairman,  Mr.  Clark, 
and  he  had  called  on  the  chairman  of  the  two  interstate  com- 
merce committees,  after  the  passage  of  the  transportation  act, 
to  call  their  attention  to  the  fact  that  there  was  disagreement 
between  the  Commission  and  the  legal  advisers  of  tne  secretary 
of  the  treasury  and  the  Commission,  as  to  the  meaning  of  sec- 
tion 210  and  that  the  Commission  was  in  doubt  about  the  mean- 
ing of  section '204. 

"We  asked  Congress  to  tell  us  what  it  meant/'  said  Mr. 
Meyer.  "It  amended  section  210,"  added  Mr.  Meyer,  "but  as 
Mr.  Robinson  said,  "it  did  not  change  section  204." 

Mr.  Robinson  called  attention  to  the  fact  that  the  effort  of  the 
short  line  association  to  change  the  law  was  made  in  connec- 
tion with  an  appropriation  bill;  that  had  an  understanding  that 
the  short  lines  were  to  be  heard  by  the  conferees  on  that  bill 
but  that  the  conferees  held  their  meeting  while  all  the  short  line 
o  cers  trying  to  have  the  law  changed  were  out  of  the  city. 
Knowing  nothing  as  to  the  reason  for  the  amendment  which  had 
been  put  into  the  appropriation  bill  by  Senator  Kellogg,  the  lat- 
ter acting  because  Chairman  Cummins  was  away,  tne  conferees 
struck  out  the  amendment,  Mr.  Robinson  said. 

"That  was  because  it  was  on  an  appropriation  bill,"  inter- 


jected Commissioner  Esch,  who  pointed  out  that  the  amendment 
proposed  by  the  short  lines  was  not  handled  by  the  interstate 
commerce  committees,  .of  one  of  which  he  was  chairman  at 
the  time.  The  appropriation  committees  had  no  jurisdiction  and 
the  bill  to  which  the  amendment  was  attached  could  not  be 
made  the  vehicle  for  carrying  the  rider,  if  anyone  made  a  point 
of  order  against  it.  Mr.  Robinson  admitted  that  that  was  suffi- 
cient reason  for  failure  of  that  effort. 

The  short  lines  contended,  in  the  argument  by  Mr.  Cain, 
and  in  the  brief  filed  by  Mr.  Cain  and  S.  S.  Ashbaugh,  that  the 
word  "deficit,"  in  that  connection  meant  any  deficiency  of  net 
below  the  average  for  the  test  period.  They  also  contended 
that  if  it  did  not  have  that  meaning  the  act  would  be  clearly 
unconstitutional,  because  it  would  be  taking  the  use  of  short- 
line  property  without  adequate  compensation.  That  is  to  say, 
it  would  be  taking  the  property  of  a  carrier  that  earned  on  an 
average  of  $50,000  a  year  during  the  test  period  and  saying 
to  it,  because  it  earned  as  much  as  one  dollar,  it  should  re- 
ceive no  more  for  the  use  of  its  property,  simply  because  it 
had  not  sustained  what  extremely  technical  men  would  call  a 
deficit. 

In  his  talk  Mr.  Cain  made  it  plain  to  the  Commission  that 
the  short  lines  had  not  a&ked  Congress  to  change  the  law 
because  they  assumed  the  Commission  would  not  construe  the 
language  so  as  to  make  it  appear  that  Congress  had  done  an 
absurd,  oppressive,  discriminatory  and  unconstitutional  thing. 
Their  only  effort,  he  said,  was  made  oil  the  spur  of  the  moment 
.when,  on  fifteen  minutes'  consideration,  they  had  asked  Senator 
Kellogg  to  violate  the  rules  of  the  Senate  by  putting,  on  an 
appropriation  bill,  an  amendment  to  the  transportation  act. 


PETROLEUM  RATE  CONSTRUCTION 

The  Traffic  World   Washington  Bureau 

In  a  letter,  written  by  Director  Hardie,  of  the  traffic  bureau, 
to  P.  C.  Sprague,  general  freight  agent  of  the  Pennsylvania 
System,  the  Commission  adviced  carriers  that  the  combination 
rule  in  Kelly's  I.  C.  C.  No.  851  should  be  used  in  making  rates 
on  petroleum  and  its  products  moving  in  the  period  between 
August  26,  and  November  25,  1920.  The  ruling  means  that, 
as  to  carriers  whose  tariffs  were  suspended  in  I.  and  S.  1200, 
the  advances  authorized  in  Ex.  Parte  74  will  be  deferred  until 
November  25.  It  also  means,  that  the  carriers  which  applied 
any  rule  other  than  that  one,  will  have  to  make  reparation  for 
the  difference,  generally  one  cent  per  100  pounds. 

The  Hardie  letter,  dated  November  3,  is  as  follows: 

This  will  have  reference  to  your  letter  of  April  9,  file  A— 30723— A, 
with  which  you  submitted,  as  requested,  a  statement  of  the  conten- 
tions which  you  desired  considered  relative  to  the  application  of  the 
rule  foi  the  construction  of  rates  on  petroleum  and  its  products,  which 
was  held  in  force  in  Agent  Kelly's  tariff  I.  C.  C.  No.  851  by  virtue  of 
the  Commission's  order  in  I.  &  S.  Docket  No.  1200. 

Following  the  conference  of  April  14  last  with  the  carriers'  com- 
mittee in  the  office  of  the  undersigned,  a  very  careful  examination  of 
the  various  phases  of  this  question  was  made  and  in  due  course  the 
whole  matter  was  submitted  to  the  Commission  for  a  ruling  as  to 
what,  if  any.  inhibition  there  was  upon  the  use  of  the  rules  and  regu- 
lations in  the  above  tariff  with  respect  to  traffic  originating  at  or 
destined  to  points  west  of  the  Mississippi  River,  not  only  in  view  of 
the  clause  provided  on  its  title  page  with  which  you  are  familiar, 
but  with  respect  also  to  other  features  of  the  tariff. 

On  October  27  last  the  Commission,  by  Division  2,  informally 
ruled  that  the  terms  of  the  tariff,  I.  C.  C.  851,  did  not  prevent  the 
application  of  the  rule  for  constructing  rates  on  petroleum  and  its 
products  in  the  absence  of  published  through  rates,  to  traffic  originat- 
ing at  or  destined  to  points  west  of  the  Mississippi  River,  but  that 
rates  on  such  traffic  may,  in  the  absence  of  such  published  through 
rates,  be  constructed  in  accordance  with  the  terms  of  such  rule. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  number  of  surplus  freight  cars .  in  good 
order  took  another  drop  in  the  period  October  23-31  when  the 
number  was  80,203  as  compared  with  99,971  cars  in  the  period 
October  15-23,  according  the  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association.  The 
average  daily  shortage  increased  from  6,795  cars  in  the  period 
October  15-23  to  11,219  cars  in  the  period  October  23-31.  The 
surplus  was  made  up  of  the  following  classes  of  equipment: 
Box,  21,203;  ventilated  box,  850;  auto  and  furniture,  569; 
total  box,  22,628;  flat,  8,179;  gondola,  22,374;  hopper,  11,269; 
all  coal,  33,643;  coke,  3,195;  S.  D.  stock,  7,467;  D.  D.  stock,  734; 
refrigerator,  370;  tank,  525;  miscellaneous,  3,468;  total,  80,203. 

The  shortage  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  5,147;  ventilated  box,  141;  auto  and  furniture,  13; 
total  box,  5,301;  flat,  342;  gondola,  3,483;  hopper,  856;  total,  all 
coal,  4,339;  S  D.  stock,  31;  D.  D.  stock,  14;  refrigerator,  1,186; 
miscellaneous,  6;  total,  11,219. 


N.   Y.   N.   H.  &   H.   MORTGAGE 

The  New  York,  New  Haven  &  Hartford  has  applied  to  the 
Commission  for  authority  to  assume  a  mortgage  debt  of  $85,000 
in  connection  with  the  acquisition  of  the  purchase  of  land  in 
Waterbury,  Conn.  The  land  will  be  used  for  freight  yard  pur- 
poses, and  will  cost  not  to  exceed  $115,000. 
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•  N.   I.  T.   L.  Annual  Meeting 

Program  for  Legislation  Presented  and  Question  of  Adoption  Goes  Over  to  a  Special  Meeting 

to  Be  Held  Later — Reports  of  Demurrage,  Bill  of  Lading,  and  Other  Committees 

Considered — Continuance  of  Government  Barge  Line  Operation  Indorsed 

— Election  of  Officers 


The  ratification  by  the  membership  of  the  resolutions  re- 
garding reductions  in  freight  rates  and  operating  costs,  as 
adopted  by  the  executive  committee  of  the  National  Industrial 
Traffic  League,  September  23,  the  nomination  by  the  nominating 
committee  of  practically  the  entire  present  list  of  officers  for 
re-election,  the  expressed  determination  by  President  Chandler 
to  cut  down  the  membership  of  committees,  and  the  adoption, 
after  long  discussion,  of  a  resolution  calling  on  the  War  De- 
partment to  retain  possession  of  the  Mississippi-Warrior  Service, 
for  the  present,  at  least,  were  high  lights  in  the  first  day's  work 
of  the  annual  meeting  of  the  League,  November  9,  in  Chicago. 
Outcropping  of  the  dispute  over  a  flat  demurrage  rate  of  $3  a 
day  and  the  dispatching  to  the  Shipping  Board,  the  Commission 
and  Congress  of  a  resolution  opposing  the  consideration  of  the 
so-called  Hague  Rules  as  a  basis  for  amending  the  Harter  act 
and  revising  the  ocean  bill  of  lading,  were  also  among  the  sub- 
jects disposed  of  as  part  of  the  handling  of  the  reports  of 
important  committees  at  the  first  day's  sessions 

The  meeting  was  called  to  order  by  President  Chandler, 
shortly  after  10  a.  m.,  with  about  350  members  in  attendance. 
As  the  first  order  of  business  a  nominating  committee  was 
appointed,  under  the  chairmanship  of  F.  T.  Bentley,  with  in- 
structions to  report  at  the  beginning  of  the  afternoon  session. 

J.  H.  Beek,  executive  secretary,  in  presenting  the  report 
of  the  executive  committee,  discussed  the  rumored  encroachment 
on  the  freedom  of  the  Commission's  action  by  forces  in  Con- 
gress and  the  administration  and  urged  the  necessity  for  con- 
tinuing that  body,  as  it  has  been  in  the  past,  free  from  all 
outside  influences. 

The  possible  removal  of  the  suspension  of  section  28  of 
the  Jones  act  was  also  discussed.  "I  think  it  is  no  secret  that 
Chairman  Lasker  of  the  Shipping  Board  would  like  to  see  sec- 
tion 28  in  force,"  said  Mr.  Beek.  "It  has  been  reported  that  the 
matter  has  been  discussed  at  a  recent  meeting  of  the  President's 
cabinet,  where  a  split  on  the  question  developed.  Section  28 
undoubtedly  violates  a  number  of  treaties  and  it  is  to  he  sup- 
posed that  it  will,  therefore,  be  opposed  by  the  State  Depart- 
ment. We  shall  watch  developments  along  that  line  closely  and 
shall  undoubtedly  take  action  if  the  removal  of  the  suspension 
is  threatened." 

Special   Legislation   Report  Submitted 

R.  C.  Fulbright  made  a  short  report  for  the  special  com- 
mittee on  legislation,  in  which  he  presented  its  report,  printed 
in  full  elsewhere.  This,  he  said,  was  to  be  received  by  the 
members  the  first  day,  the  committee  to  take  the  floor  on  the 
morning  of  the  second  day  to  answer  any  questions  that  might 
be  asked.  The  matters  therein  were  so  weighty,  Mr.  Fulbright 
said,  that  it  was  thought  best  by  the  committee  to  hold  the 
report  over  until  next  February,  when  a  special  meeting  might 
be  called  to  act  on  it.  With  the  possible  exception  of  the  ex- 
tension of  the  time  for  filing  overcharge  claims,  he  said,  there 
was  little  chance  of  Congress  doing  anything  much  toward  the 
legislative  changes  considered.  As  to  the  exception,  he  said, 
it  was  proposed  to  press  the  matter  immediately. 

Demurrage    Rules 

The  recommendations  of  the  car  demurrage  and  storage 
committee  as  regards  changes  in  demurrage  rule  3,  section  B, 
paragraph  2,  and  section  6,  paragraph  1,  were  adopted,  as  fol- 
lows: 

Several  of  our  members  have  long  felt  that  when  forwarding 
directions  on  outbound  cars  were  mailed  by  shipper  to  billing  agency 
of  carrier,  cars  should  be  considered  as  released  at  7  a.  m.  date  for- 
warding instructions  are  received  by  carrier,  provided  postal  date 
shows  same  was  deposited  in  the  mail  prior  to  the  date  received.  To 
cover  this  situation  the  following  note  is  suggested: 

"Note. — Except  as  otherwise  provided  in  rule  6,  section  C,  para- 
graph 1,  this  will  also  apply  to  forwarding  directions  on  outbound  cars 
when  mailed  by  consignor  to  the  agent  of  this  railroad  at  point  of 
shipment." 

Demurrage  rule  3,  section  C,  paragraph  1.  There  seems  to  be  a 
lack  of  uniformity  in  computing  free  time  on  cars  placed  on  public 
delivery  tracks  which  the  consignees  begin  to  unload  sometime  be- 
tween midnight  and  7  a.  m.  and  before  notice  of  arrival  has  been  sent 
or  given.  Some  carriers  compute  the  time  on  such  cars  from  the  first 
7  a.  m.  following  removal  of  a  part  of  the  contents  of  a  car,  although 
the  removal  has  occurred  on  the  same  calendar  day.  This  practice  Is 
based  on  the  theory  that  a  demurrage  day  runs  from  one  7  a.  m.  to  the 
next  7  a.  m..  so  that  while  the  removal  of  the  contents  of  the  car  may 
have  occurred  say  at  5  a.  m.,  it  occurred  on  the  demurrage  day  im- 
mediately preceding  the  7  a.  m.,  from  which  time  should  be  computed, 
and  consequently  under  demurrage  rule  4,  section  D,  which  provides 
that  such  removal  shall  be  considered  as  notice  of  arrival,  the  first 
7  a.  m.  after  removal  constitutes  the  first  7  a.  m.  after  the  demurrage 


day  on  which  the  notice  was  consummated  by  consignee's  beginning  to 
unload  the  car. 

Other  carriers  compute  the  free  time  from  the  second  7  a.  m.  after 
the  consignee  begins  to  remove  the  contents,  on  the  theory  that  rule  3. 
section  C,  paragraph  1,  does  not  specifically  state  that  the  day  on 
which  notice  of  arrival  is  sent  or  given  means  a  demurrage  day  run- 
ning from  7  a.  m.  to  7  a.  m.,  and  therefore  means  a  calendar  day. 
Consequently,  the  first  7  a.  m.  after  the  day  on  which  the  consignee 
begins  unloading  the  car  would  be  7  a.  m.  of  the  next  calendar  day. 
In  order  to  overcome  this  difficulty  and  to  assure  uniformity,  the 
American  Railway  Association  recommends  that  the  following  note 
be  added  to  rule  3,  section  C,  paragraph  1: 

"Note. — On  cars  subject  to  rule  4,  section  D,  time  will  be  com- 
puted from  the  first  7  a.  m.  following  removal  by  consignee  of  any 
part  of  the  contents  of  the  car." 

The  next  recommendation,  however,  which  suggested  a 
change  in  section  D  of  rule  3,  in  order  to  secure  uniformity 
in  the  application  of  demurrage  charges  on  cars  placed  on  pub- 
lic delivery  trucks  spotted  opposite  a  consignee's  oil  tank,  coal 
bin,  elevator,  or  warehouse,  did  not  meet  the  approval  of  the 
meeting.  As  read  by  Chairman  William  H.  Day,  Jr.,  it  was  as 
follows: 

Note  2. — When  any  railroad  owned  track,  or  portion  thereof,  not 
devoted  to  public  use.  Is  used  exclusively  by  one  or  more  consignors  or 
consignees,  the  track  or  portion  thereof  so  used  will  be  treated  as 
"other-than-public-delivery  track."  but  the  portion  of  a  track  on 
which  cars  may  be  spotted  alongside  a  consignor's  or  consignee's  place 
of  business  for  his  convenience  will  be  treated  as  a  "public-delivery 
track"  when  the  track  is  devoted  to  public  use. 

This,  according  to  some  of  the  members,  was  ambiguous 
and,  although  it  had  met  with  the  approval  of  the  American 
Railway  Association's  demurrage  committee,  the  following,  pro- 
posed by  J.  L.  Roberts,  was  substituted: 

When  any  railroad  owned  track  or  portion  thereof  Is  leased  or 
assigned  to  one  or  more  consignees  or  consignors,  the  track  or  portion 
of  track  so  leased  or  assigned  will  be  treated  as  a  "private  track" 
only  when  used  for  the  handling  of  business  of  consignees  or  con- 
signors to  whom  track  or  portion  of  track  is  leased  or  assigned;  but 
the  track  or  portion  of  track  so  leased  or  assigned  will  be  treated  as 
a  "public  delivery  track"  when  used  for  the  handling  of  business  of 
consignees  or  consignors  other  than  those  to  whom  the  track  or  por- 
tion of  track  is  leased  or  assigned. 

Flat   Demurrage  Charge    Discussed 

The  committee's  recommendation  that  the  present  para- 
graph 2  (a)  of  section  E  of  rule  3,  concerning  the  notification  of 
consignee  in  the  case  of  unclaimed  perishable  freight,  be  re- 
tained as  at  present,  was  adopted,  and  then  followed  the  re- 
newed discussion  on  the  flat  $3  demurrage  charge. 

"At  the  Cleveland  meeting  of  the  League,  the  demurrage 
and  storage  committee  was  instructed  to  secure,  if  possible,  a 
flat  demurrage  rate  of  $3  to  apply  both  during  periods  of  car 
surplus  and  car  shortage,"  said  Mr.  Day. 

"Previous  to  meeting  in  joint  conference  with  demurrage 
and  storage  committee  of  the  American  Railway  Association 
to  formally  consider  this  subject,  some  League  members  saw 
fit  to  circulate  propaganda  against  rate  proposed  at  Cleveland 
meeting  and,  fearing  that  a  repetition  of  what  happened  follow- 
ing our  Louisville  meeting  might  reflect  in  an  unfavorable  way 
upon  the  present  method  of  handling  demurrage  rules  and  rates, 
a  referendum  vote  was  taken  (see  circular  354,  August  9),  re- 
sulting in  the  membership  reversing  its  previous  stand  on  this 
question  by  practically  a  two  to  one  vote;  consequently,  this 
committee  has  informed  the  American  Railway  Association 
through  its  demurrage  and  storage  committee  that  the  League  at 
this  time  is  opposed  to  any  change  in  demurrage  rates.  ' 

"The  League's  demurrage  and  storage  committee  is  of  the 
opinion  that  the  time  has  come  when  the  League  membership, 
if  it  desires  to  maintain  with  the  approval  of  the  Interstate 
Commerce  Commission  its  rather  unique  position  in  demurrage 
and  storage  matters,  must  watch  its  step.  While  we  realize 
that  we  cannot  bind  the  membership  to  any  organization  action, 
yet  we  feel  that  if  the  League  is  to  continue  to  be  the  power 
for  good  it  is,  we  should  try  and  eliminate  the  personal  equa- 
tion and  endeavor  to  see  the  point  at  issue  from  the  standpoint 
of  common  good,  and,  when  action  is  taken,  present  as  united 
a  front  in  support  of  it  as  is  possible.  The  following  quotation 
from  a  prominent  Interstate  Commerce  Commissioner's  letter 
to  one  of  our  officials  following  the  independent  action  taken 
by  League  members,  following  Louisville  meeting,  clearly  shows 
the  necessity  for  a  united  front: 

If  the  roads  will  abide  by  the  recommendations  and  actions  of 
their  committee  and  the  shippers  will  abide  by  the  actions  and  recom- 
mendations of  the  committee  of  the  League  as  approved  by  the  con- 


986 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  20 


vention,  the  plan  of  having  their  agreement  given  tentative  approval 
by  the  Commission  seems  to  me  to  promise  the  best  possible  results 
and  the  minimum  of  friction  and  trouble.  I  see  no  reason  for  abandon- 
ing that  excellent  plan  because  in  one  instance  it  miscarried.  Of 
course,  repeated  instances  of  miscarriage  would  indicate  the  unde- 
sirability  of  attempting  to  follow  that  plan." 

Mr  Day  said  that  although  the  recommendation  had  been 
adopted  by  the  Cleveland  meeting  by  a  vote  of  145  to  90,  the 
referendum  referred  to  had  resulted  in  316  votes  against  and  only 
152  in  favor  of  the  flat  charge.  L.  C.  Bihler  said  that  he  thought 
the  committee  had  been  "buffaloed"  by  some  of  the  members 
and  that  the  recommendation  as  made  by  the  Cleveland  meet- 
ing ought  to  be  sent  back  to  the  committee  for  action.  "At 
present,"  he  said,  "the  percentage  of  bad  order  cars  is  15.4. 
Money  for  these  repairs  must  come  in  one  way  or  another,  if 
we  are  to  avoid  another  serious  car  shortage.  I  think  we  should 
take  the  bull  by  the  horns  and  adopt  this  $3  charge  before  the 
railroads  increase  it  to  $5."  Mr.  Bihler  protested  against  the 
method  of  taking  the  referendum.  He  said  the  circular  had 
contained  one-sided  arguments.  J.  S  Brown  said  that  it  would 
be  bad  policy  to  suggest  such  a  thing  at  this  time.  "The  farm- 
ers are  badly  enough  burdened  now,"  he  said,  "without  my 
urging  another  load  to  be  put  on  their  shoulders.  Let  us  wait 
until  the  railroads  start  something.  Then  it  will  be  time  enough 
for  us  to  reopen  this  subject."  F.  E.  Williamson  said  the  flat 
demurrage  charge  was  wrong  in  principle  and  that  he  was 
unalterably  opposed  to  it,  regardless  of  its  measure.  "The 
proper  way  to  assess  demurrage,"  he  said,  "is  on  a  graduated 
scale,  so  that  the  industries  that  habitually  misuse  equipment 
will  have  to  pay  accordingly." 

C.  E.  Childe  said  he  thought  the  subject  ought  to  be  con- 
sidered on  its  merits  and  not  for  reasons  of  fear,  as  suggested 
by  Mr  Bihler.  Mr.  Childe's  motion  to  table  the  question  was 
welcomed  and  put  an  end  to  the  discussion. 

Storage  Rules  Changes 

Modifications  of  the  uniform  code  of  storage  rules  and 
charges  as  agreed  on  by  the  committee  and  the  demurrage 
committee  of  the  A.  R.  A.  were  approved,  the  following  being 
those  parts  of  the  rules  that  will  be  changed,  presented  in  their 
new  form: 

RULE  1.     FREIGHT  SUBJECT  TO  RULES. 

Freight,  including  equipment  moving  in  on  its  own  wheels  as 
freight  at  tariff  rate,  as  described  in  rule  5.  section  D,  received  for 
delivery  or  held  to  complete  a  shipment  or  for  forwarding  directions, 
if  stored,  or  held  in  or  on  the  premises  or  tracks  of  this  railroad,  is 
subject  to  these  storage  rules,  except  as  provided  in  section  D  ot 
this  rule. 

RULE  2.     NOTIFICATION. 

Section  A.  Notice  shall  be  sent  or  given  consignee,  or  party  en- 
titled to  receive  same,  by  carrier's  agent  in  writing,  or  as  otherwis< 
agreed  to  in  writing  by  carrier  and  consignee,  within  twenty-tour 
hours  (one  day)  after  arrival  of  shipment  and  billing  at  destination, 
such  notice  to  'specify  point  of  shipment  and  commodity. 

An  impression  copy  of  written  notice  shall  be  retained.  When 
notice  is  sent  or  given  on  a  postal  card  the  impression  shall  be  of  both 
sides. 

When  the  address  of  the  consignee  does  not  appear  on  billing  and 
is  not  known,  notice  of  arrival  must  be  deposited  in  the  United  States 
mail  enclosed  in  a  stamped  envelope  bearing  return  address,  same  to 
be  preserved  on  file  if  returned. 

RULE  3.     FREE  TIME  ALLOWED. 

4.  Twenty-four  hours  (one  day)  free  time  will  be  allowed  on 
carload  shipments  of  explosives  and  other  dangerous  articles,  as 
described  in  rule  6,  reconsigned  or  reshipped  in  the  same  car  received; 
or  when  such  shipments,  destined  for  delivery  to  or  forwarding  by  a 
connecting  line,  are  held  under  tariff  regulations  for  surrender  of  bill 
of  lading  or  payment  of  lawful  freight  charges. 

RULE  4.     COMPUTING  TIME. 

S'ection  B.  In  computing  time,  Sundays  and  legal  holidays 
(national,  state  and  municipal),  but  not  half  holidays,  will  be  ex- 
cluded, except  as  otherwise  provided  in  rule  6.  When  a  legal  holiday 
falls  on  a  Sunday  the  following  Monday  will  be  excluded. 
RULE  5.  CHARGES  FOR  STORAGE  ON  FREIGHT  OTHER  THAN 
EXPLOSIVES  AND  OTHER  DANGEROUS  ARTICLES. 

For  each  of  the  first  five  days  1%  cents  per  100  Ibs. 

For  the  sixth  and  each  succeeding  day,  3  cents  per  100  Ibs. 

Section  C.  (a)  When  carload  freight  is  unloaded  by  the  carrier 
for  the  purpose  of  releasing  needed  equipment,  the  storage  charge  will 
be  the  same  as  would  have  accrued  under  car  demurrage  and  track 
storage  rules  had  the  freight  remained  in  the  car.  (See  rule  1,  sec- 
tion C.) 

S'ection  D.  After  the  expiration  of  48  hours  free  time,  derrick 
cars,  pile  driver  cars,  camp  cars,  road  construction  and  asphalt  outfits, 
and  other  equipment  not  adapted  to  or  customarily  used  for  revenue 
freight  loading  and  which  ordinarily  are  not  and  cannot  be  unloaded, 
moving  on  own  wheels  at  freight  tariff  rates,  will  be  subject  to  a 
storage  charge  of  one  dollar  ($1)  per  car.  or  other  unit  of  equipment, 
per  day,  while  held  on  tracks  of  this  railroad. 

RULE  6.     CHARGES  FOR  STORAGE  ON   EXPLOSIVES   AND 

OTHER  DANGEROUS  ARTICLES. 

Extracts    from   Regulations   Prescribed    by    the    Interstate    Commerce 
Commission. 

Section  A.  On  shipments  of  the  more  dangerous  explosives,  i.  e., 
low  explosives,  black  powder,  high  explosives,  wet  fulminate  of  mer- 
cury, blasting  caps,  electric  blasting  caps,  ammunition  for  cannon  with 
explosive  projectiles,  explosive  projectiles,  explosive  torpedoes,  ex- 
plosive mines,  explosive  bombs  and  detonating  fuzes:  on  less  than 
carload  shipments  of  such  articles  thirty-one  and  one-half  (31%) 
cents  per  100  pounds  per  day,  with  a  minimum  charge  of  fifty  (50) 
cents  per  shipment. 

On  shipments  of  such  articles  (described  in  section  A  of  this  rule) 
held  in  cars  for  loading,  unloading,  forwarding  directions  or  for  any 
other  purpose  charge  will  be  five  dollars  ($5)  per  car  per  day,  in  addi- 
tion to  the  regular  demurrage  and  track  storage  charges. 


Section  B.  Ori  shipments  of  the  less  dangerous  and  relatively  safe 
explosives,  i.  e.,  ammunition  for  cannon  witji  empty  projectiles,  am- 
munition for  cannon  with  sand  loaded  projectiles,  ammunition  for 
cannon  with  solid  projectiles,  ammunition  for  cannon  without  pro- 
jectiles, smokeless  powder  for  cannon,  smokeless  powder  for  small 
arms,  common  fireworks,  special  fireworks,  small  arms  ammunition, 
cannon  primers,  small  arms  primers,  empty  cartridge  bags,  black 
powder  igniters,  empty  cartridge  shells  primed,  combination  primers, 
percussion  fuzes,  time,  tracer  or  percussion  caps,  combination  fuzes, 
safety  fuze,  instantaneous  fuze,  Cordeau  detonant  and  safety  squibs, 
or  less-than-carload  shipments  of  dangerous  articles  other  than  ex- 
plosives requiring  red,  yellow,  green  or  white  I.  C.  C.  labels,  or  less- 
than-carload  shipments  of  such  articles  thirteen  and  one-half  (13  %) 
cents  per  100  pounds  per  day  with  a  minimum  charge  of  twenty-five 
(25)  cents  per  shipment. 

On  shipments  of  the  less  dangerous  and  relatively  safe  explosives, 
which  under  the  I.  C.  C.  regulations  require  "Inflammable"  placards, 
or  which  do  not  require  placards,  and  on  shipments  of  dangerous 
articles  other  than  explosives  which  under  the  I.  C.  C.  regulations 
require  "Inflammable"  or  "Acid"  placards,  held  in  cars,  for  loading, 
unloading,  forwarding  direction  or  for  any  other  purpose,  at  the  re- 
quest of  shipper  or  consignee,  charge  will  be  two  dollars  $(2)  per  car 
per  day,  in  addition  to  the  regular  demurrage  and  track  storage 
charges. 

RULE  7.     CLAIMS. 
Causes 

S'ection  A.    Weather  interference. 

Note. — A  consignor  or  consignee  shall  not  be  absolved  from  storage 
under  section  A  of  this  rule,  if,  considering  the  character  of  the  freight 
others  similarly  situated  and  under  the  same  conditions  reasonably 
could  and  did  deliver  or  remove  freight  during  the  same  period  of 
time. 

1.  When  the  condition  of  the  weather,  during  the  prescribed  free 
time,  is  such  as  to  make  it  impossible  to  complete  delivery  of  out- 
bound shipments  or  remove  inbound  freight  from  railroad  premises 
without  serious  injury  to  the  freight,  the  free  time  shall  be  extended 
until  a  total  of  48  hours  (24  hours  on  freight  subject  to  rule  3,  section 
B,  paragraphs  1  and  3)  free  from  such  weather  interference  shall  have 
been  allowed. 

Note. — See  note  above. 

Section  B.  Demand  of  Overcharge. 
No    change. 

Section   C.     Delayed   or   Improper   Notice. 

1.  When  notice  of  arrival  does  not  contain  all  the  informa- 
tion specified  in  Rule  2,  Section  A,  the  consignee  shall  not  have 
the  right  to  call  in  question  the  sufficiency  of  such  notice  unless, 
within  the  prescribed  free  time,  he  shall  serve  upon  this  railroad's 
agent  a  written  request  for  the  omitted  information  required,  in 
which  event  the  time  between  receipt  of  such  request  and  the 
furnishing  of  the  omitted  information  will  not  be  computed 
against  the  consignee. 

4.  In  case  of  failure  by  carrier  to  send  or  give  notice  in  ac- 
cordance   with    the    provisions    of    Rule    2,    Section   B,    no    storage 
charges  will  be  assessed  against   the  consignor  between   the   date 
on  which  the  notice  should  have  been  sent  or  given  and  the  date 
on  which   it  is  actually  sent  or  given. 

5.  When   an   order   giving   disposition   of   a   shipment  is   sent 
to   this   railroad   by  United    States  mail   and   the   order   is   not   re- 
ceived  by   the  addressee,   such  order  shall   be   considered   received 
as   of   the   date   it   should   have   been   delivered,   provided   proof   is 
furnished  by  the  claimant,  but  the  order  was  deposited  in  the  mail, 
properly   stamped   and   addpressed,   on  the   date  claimed.     In   such 
event,    storage   charges    shall    not    be    assessed    against    the    ship- 
ment during  the  time  this  railroad  was  unable  to  make  delivery 
by   reason   of   non-receipt   of   the   order. 

Section  D.  Error  of  any  railroad  which  prevents  proper 
tender  or  delivery: 

Under  this  rule  storage  will  be  charged  on  the  basis  of  the 
amount  that  would  have  accrued  but  for  such  error. 

The  afternoon  session  opened  with  the  reading,  by  Mr.  Beek, 
of  the  executive  committee's  rate  and  wage  resolution  of  Sep- 
tember 23,  which  was  unanimously  ratified  without  discussion. 
The  secretary  then  told  of  the  league's  efforts  to  combat  the 
position  taken  by  Mr.  Finerty,  counsel  for  the  director-general, 
that  all  reparation,  both  because  of  discrimination  and  because 
of  unlawfulness  ought  to  be  made  on  the  basis  of  rates  in  effect 
subsequent  to  the  promulgation  of  General  Order  28,  even  though 
the  shipments  moved  under  federal  control  prior  to  the  effective 
date  of  that  order.  He  said  that  although  arguments  on  the 
question  were  had  before  the  Commission  early  in  October,  that 
body  had  done  nothing  about  it  and  that,  meanwhile,  league's 
counsel  was  watching  the  situation. 

Nomination  Committee  Report 

The  nominating  committee  recommended  the  following 
ticket:  President,  W.  H.  Chandler,  manager  transportation  bu- 
reau, Boston  Chamber  of  Commerce;  vice-president,  Charles 
Rippin,  traffic  commissioner,  Merchants'  Exchange  of  St.  Louis; 
treasurer,  E.  C.  Wilmore,  traffic  manager,  Sefton  Manufacturing 
Corporation;  executive  secretary,  J.  H.  Beek,  Chicago.  Regional 
vice-presidents:  F.  H.  Baer,  Cleveland;  M.  M.  Caskie,  Mont- 
gomery, Ala.;  C.  E.  Childe,  Omaha;  W.  H.  Day,  Jr.,  Linn,  Mass.; 
G.  S.  Maxwell,  Dallas,  Tex.;  Seth  Mann,  San  Francisco;  R.  J. 
Menzies,  New  York.  Board  of  directors:  H.  C.  Barlow,  Chicago; 
J.  M.  Belleville,  Pittsburgh;  W.  S.  Creighton,  Charlotte,  N.  C.; 
J.  S.  Davant,  Memphis;  C.  B.  Baldwin,  Boston;  F.  T.  Bentley, 
Chicago;  C.  O.  Bergan,  Spokane;  C.  S.  Bather,  Rockford,  111.; 
H.  E.  Driscoll,  Oklahoma  City;  R.  N.  Field,  Peoria,  111.;  R.  L. 
French,  Bridgeport,  Conn.;  R.  S.  French,  Washington,  D.  C.;  Carl 
Giessow,  New  Orleans;  F.  P.  Gregson,  Los  Angeles;  J.  C.  Gra- 
ham, Jackson,  Mich.;  J.  P.  Haynes,  Sioux  City;  F.  S.  Reiser, 
Duluth,  Minn.;  J.  C.  Lincoln,  New  York  City;  L.  G.  Macomber, 
Toledo;  J.  D.  Mansfield,  Seattle;  C.  D.  Mowen,  Fort  Smith,  Ark.; 
Herman  Mueller,  St.  Paul;  U.  S.  Pawkett,  San  Antonio,  Tex.; 
R.  W.  Poteet,  New  Britain,  Conn.;  F.  M.  Renshaw,  Cincinnati: 
J.  T.  Ryan,  High  Point,  N.  C.;  M.  H.  Strothman,  Minneapolis: 
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J.  H.  Tedrow,  Kansas  City,  Mo.;  T.  H.  Wallace,  Lansing,  Mich.; 
G.  P.  Wilson,  Philadelphia. 

Report  of  Classification  Committee 

The  report  of  the  classification  committee  on  proposed  re- 
vision of  rule  1  of  Consolidated  Classification  was  sent  back  to 
tln>  committee  for  minority  reports.  The  report  as  made  by 
chairman,  A.  L.  Viles,  was  as  follows: 

At  the  Cleveland  meeting  of  the  1/cague  the  question  of  a  re- 
vision of  rule  7  of  Consolidated  Classification  No.  2,  containing 
carriers'  rules  with  respect  to  notification  of  consignees  at  other 
than  the  billed  destination  on  shipments  moving  on  a  straight 
bill  of  lading.  %v:is  presented  from  the  floor  by  a  member,  and  £ 
a  result  of  discussion,  the  classification  committee  was  directed 
to  make  an  investlRatlon  of  this  subject  and  report  at  the  next 

Rule  7  of  Consolidated  Classification  No.  2  provides  that  the 
name  of  only  one  shipper  and  one  consignee  and  one  destination 
shall  appear  on  tho  shipping  order  or  bill  of  lading  and  when  a 
shipment  is  consigned  "straight"  or  "to  order"  the  bill  of  lading 
may  specify  the  name  of  a  party,  at  the  same  destination  to  be 
notified  of  the  arrival  of  shipment,  but  that  the  issuance  of  a  bill 
of  lading  for  a  shipment  moving  straight  or  "to  order"  for  deliv- 
ery at  one  point  with  the  consignee's  address  or  instructions  to 
notify  the  consignee  or  other  party  at  another  point,  will  only  t 
permitted  when  the  consignee  Is  located  at  a  pre-pay  station  or 
off-line  point,  but  are  not  to  be  construed  to  prohibit  showing 
points  at  which  shipments  are  to  be  stopped  in  transit  for  partial 
loading  or  unloading  under  tariffs  specifically  covering  these 
arrangements. 

Briefly  summarized,  the  history  of  Rule  7  is  as  follows: 

Prior  to  Consolidated  Classification  No.  1,  the  Official  Classi- 
fication did  not  contain  a  prohibition  against  the  notification  or 
consignees  at  other  than  the  billed  destination  on  shipments  mov- 
ing either  straight  or  to  order. 

The  Western  Classification  prohibited  this  practice  on  ship- 
ments covered  by  "to  order"  bills  of  lading  and  it  is  understood 
southern  lines  had  the  same  regulations  published  in  individual 
tariffs  or  instructions  to  agents. 

In  the  tentative  Consolidated  Classification  it  was  proposed  to 
adopt  the  regulations  of  the  southern  and  western  carriers  for 
uniform  application  in  all  territories  and  the  Commission  in  its 
report  in  No.  10204,  Consolidated  Classification  case,  approved  this 
rule  with  the  suggestion,  however,  that  it  should  not  be  con- 
strued to  interfere  with  long  standing  practices  respecting  the 
stop  off  at  points  of  grain  and  grain  products  or  other  stop  off 
arrangements  properly  authorized  and  that  special  arrangements 
be  made  to  take  care  of  export  traffic. 

It  is  understood  that  the  rule  published  in  Consolidated  Class- 
ification No.   1  gave  general   recognition  to  the  Commission's   rec^ 
ommendations    and    applied  -only    in    connection    with    "to    order 
shipments   with    the   exceptions    noted   above. 

In  supplement  8  to  Consolidated  Classification  No.  1,  the  re- 
striction respecting  "to  order"  shipments  was  added  to  apply  in 
connection  with  shipments  moving  on  straight  bills  of  lading 
and  has  been  continued  in  Classification  No.  2. 

In  connection  with  an  informal  complaint  presented  to  the 
Commission,  protesting  the  rule  as  at  present  in  effect  it  is  un- 
derstood that  the  Official  Classification  Committee  replied  to  the 
Commission  stating  its  views  to  be  that  if  the  rule  is  proper  for 
application  in  connection  with  "to  order"  shipments  it  should 
likewise  to  applicable  in  connection  with  straight  bills  of  lading. 

This  subject  was  presented  to  the  classification  committee  for 
its  views  with  respect  to  a  proposal  to  restore  the  rule  as  orig- 
inally published  in  Consolidated  Classification  No.  1,  i.  e..  the 
shipper  is  to  have  the  privilege  of  requiring  carriers  to  notify 
tho  consignee  at  one  point  of  the  arrival  of  shipments  at  another 
poir.t.  on  shipments  moving  on  a  straight  bill  of  lading. 

I'.ased  upon  the  majority  views  of  the  classification  commit- 
tee it  is  recommended  that  the  league  go  on  record  as  favorable 
to  a  revision  of  rule  7  along  the  lines  stated  in  the  foregoing 
paragraph. 

In  substantiation  of  this  recommendation  it  is  stated  as  the 
views  of  the  classification  committee  that  the  function  of  the  car- 
riers Is  to  extend  all  necessary  and  legitimate  facilities  for  the 
free  movements  of  goods  and  to  provide  for  regulations  that  will 
place  into  operation  all  the  transportation  facilities  and  prevent 
depriving  shippers  of  facilities  that  could  be  availed  of  and 
further  that  will  expedite  transportation  as  well  as  prove  an 
economical  arrangement  for  both  interests. 

We  have  particular  reference  to  cases  where  it  is  desirable  to 
ship  pool  cars  to  certain  points  which  are  within  a  short  distance 
of  location  of  customers  in  the  same  general  surrounding  terri- 
tory, particularly  the  rural  districts,  and  the  notification  of  ship- 
pers' representative  at  another  point  to  accept  delivery  at  the 
billed  destination  for  the  purpose  of  distributing  these  carloads 
into  small  lots.  In  this  connection  it  is  recognized  that  this 
arrangement  would  give  shippers  the  privilege  of  carload  rates 
on  L.  C.  L.  freight,  but  at  the  same  time  provides  more  economi- 
cal methods  of  handling  by  the  carriers  by  eliminating  rehandling 
and  would  conserve  car  supply  and  provide  for  better  transporta- 
tion service. 

It  is  also  pointed  out  that  considerable  traffic  is  consigned 
to  country  stations  where  there  are  no  facilities  for  handling  cer- 
tain classes  of  freight,  but  where  facilities  are  available  at  some 
other  station  within  short  distances. 

The  committee's  report  on  uniformity  in  classification  was 
as  follows: 

The  chairman  of  this  committee  was  asked  by  the  president 
for  an  expression  of  opinion  as  to  the  desirability  of  releasing 
the  traffic  executives  from  their  agreement  with  the  special  com- 
mittee of  the  league,  under  which  agreement  the  executives 
agreed  to  withhold  their  program  for  uniformity  in  the  classifi- 
cation. 

In  reply  to  this  request,  the  chairman  stated  his  personal 
views  to  be  that  it  is  most  unwise  for  the  league  to  oppose  prog- 
of  the  uniform  classification  either  with  respect  to  rates, 
descriptions,  packing  requirements,  carload  minimums  or  ratings. 
and  is  convinced  that  the  position  the  league  has  taken  in  this 
natter  will  and  possibly  has  resulted  in  hardship  and  loss  to 
members  of  the  league. 

The  belief  was  expressed  that  inequalities  may  be  removed 
and  proper  relationship  established  only  by  constant  negotiation 


with  tho  carrier*'  classification  committee*  and  the  Intergtate 
Commerce  Commission  and  that  such  negotiations  require  Investi- 
gations by  shipper*  and  carrier*  that  are  equally  helpful  to  both, 
ami  Individual  shipper*  or  organization*  representing  single  In- 
duntrics  aro  capable  of  protecting  themselves  against  Injustice  by 
reason  of  surh  action. 

It  should  be  borne  In  mind  that  these  views  were  expressed 
as  the  personal  views  of  the  chairman  and  not  a*  those  of  the 
classification  committee  or  any  Individual  member*  of  the  league. 

At  the  suggestion  of  the  president,  this  subject  was  placed 
before  the  classification  committee  for  an  expression  of  the  views 
of  the  members,  and  recommendation  to  the  executive  committee. 

Unfortunately,  replies  have  not  been  received  from  the  full 
membership  of  the  committee  and  this  report  should  be  received 
as  representing  the  views  of  seven  out.  of  a  membership  of 
thirteen. 

Of  those  responding,  two  members  are  absolutely  opposed 
to  any  uniformity  in  the  classification  at  this  time  and  one  mem- 
ber was  non-committal.  Three  members  subscribe  to  the  adop- 
tion of  the  general  principles  governing  uniformity  along  rea- 
sonable lines,  and  while  not  so  expressed,  we  feel  that  these  mem- 
bers are  of  the  opinion  that  If  the  league  should  record  Itself  a* 
in  favor  of  uniformity  of  the  classification,  that  it  would  only  be 
with  respect  to  the  general  principles  involved,  and  would  not 
prejudice  Individuals  from  protesting  changes  proposed  or  from 
suggesting  changes  other  than  those  proposed  by  the  classifica- 
tion commit  i. 

One  member  points  out  that  real  uniformity  cannot  be  at- 
tained without  uniform  relationship  in  the  class  scales  and  that 
a  uniform'  classification  without  a  revision  of  the  class  scales 
would  simply  represent  paper  uniformity. 

In  this  connection  attention  is  directed  to  the  Commission's 
opinion  in  docket  10204,  In  which  the  Commission  states  its  con- 
viction that  a  uniform  clarification  with  such  exceptions  or  com- 
modity rates  as  may  be  necessary  In  special  cases,  is  practicable 
and  desirable,  and  practical  uniformity  should  not  be  unneces- 
sarily delayed. 

The  Commission  recognized  that  both  increases  and  reduc- 
tions may  adversely  or  advantageously  affect  individual  shippers 
and  carriers,  but  a  broad  view  of  the  situation  justifies  the  state- 
ment that  carriers  and  shippers  alike  will  be  amply  repaid  In 
the  end  by  the  benefits  which  will  accrue  from  uniformity.  The 
Commission  stated  that  it  advocated  uniformity  because  it  is  an 
essential  part  of  the  general  scheme  which  contemplates  greater 
consistency  in  rate  making  and  elimination  of  discriminations  and 
inequalities. 

As  a  qualification,  the  Commission  further  stated  that  many 
of  the  present  inconsistencies  without  changes  in  rate  scales 
cannot  be  removed  for  the  reason  that  an  absolutely  uniform 
classification  could  be  prepared  and  proposed  only  in  connection 
with  a  universal  system  of  rate  scales  having  a  uniform  number 
of  classes.  It  then  suggested  as  desirable  an  arrangement  where- 
by there  would  be  ten  classes  related  to  each  other,  on  percent- 
ages ranging  from  100  per  cent  for  first  class  to  20  per  cent  for 
tenth  class. 

In  view  of  the  diverse  opinions  expressed  by  the  Classifica- 
tion Committee  in  so  far  as  the  views  of  the  members  have  been 
ascertained,  and  as  mentioned  in  the  foregoing,  the  subject  was 
referred  to  the  executive  committee  without  recommendation  for 
such  action  as  it  deemed  desirable. 

President  Chandler  said  that  the  matter  had  been  under 
advisement  by  the  executive  committee  and  that  It  had  been 
decided  to  ask  the  meeting  to  go  on  record  as  being  opposed 
to  further  revision  of  the  classifications  if  made  for  the  sake 
of  uniformity  only.  "We  have  been  told,"  said  he,  "that  there 
have  been  more  reductions  than  advances  in  the  classification. 
But  such  a  statement  is  misleading,  for  an  investigation  will 
show  that  the  advances  have  been  made  where  they  count  most. 
So  far  as  uniformity  is  concerned,  I  think  it  is  just  as  easy  to 
add  second  class  to  the  river  and  third  beyond,  as  it  is  to  add 
second  class  to  second  class." 

The  recommendation  of  the  executive  committee  in  the  mat- 
ter was  approved. 

In  the  discussion  of  the  absence  of  minority  reports  on  the 
rule  7  recommendations,  the  chairman  complained  of  the  un- 
wieldiness  of  his  committee.  "It  is  spread  out,"  he  said,  "from 
the  Lakes  to  the  Gulf,  and  it  is  practically  impossible  to  have 
a  meeting.  All  our  business  must  be  carried  on  by  corre- 
spondence." 

It  was  in  answer  to  this  complaint  that  President  Chandler 
announced  that  he  was  going  to  cut  down  committee  member- 
ship. "And  another  thing,"  he  added,  "hereafter  we  want  com- 
mittees to  make  reports  as  soon  as  a  subject  has  been  con- 
sidered. That  will  expedite  matters  considerably  and  will  make 
it  unnecessary  for  the  executive  committee  to  work  for  48  hours 
almost  continuously  before  each  meeting  whipping  things  into 
shape." 

Mississippi-Warrior   Resolution 

The  recommended  resolution  of  the  inland  waterways  com- 
mittee, as  amended  by  the  executive  committee,  was  read  by 
R.  M.  Field,  chairman,  as  follows: 

Whereas,  The  Government  of  the  United  States,  as  a  war 
measure,  established  a  barge  line  for  the  transportation  of  freight 
upon  the  Mississippi  and  Warrior  Rivers,  and 

Whereas,  Since  the  close  of  the  war  and  the  return  of  the 
railroad  properties  to  private  control,  this  line  has  been  operated 
under  the  direction  of  the  War  Department,  under  authority  as 
given  in  the  Transportation  Act,  1920,  and. 

Whereas.  This  line  was  at  the  start  inadequately  equipped, 
and  while  some  additional  equipment  has  been  furnished  by  the 
government,  the  present  equipment  Is  inadequate  to  carry  the 
tonnage  offered,  and, 

Whereas.  It  has  carried  freight  up  to  the  limit  of  its  capacity 
at  a  differential  of  practically  twenty  per  cent  under  the  all-rail 
rates,  thus  bringing  about  a  substantial  saving  in  the  cost  of 
transportation  to  those  who  have  made  use  of  the  line,  and. 

Whereas,  Statistics  and  financial  statements  of  the  barge  line 
show  that  it  has  been  operated  at  least  this  year  without  cost 
to  the  government,  but  with  some  measure  of  profit  and. 

Whereat,    It    is    reported    In    the    public    press    that    it    is    the 
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intention  of  the  Secretary  of  War  to  recommend  the  sale   of  the 
line  to  private  interests  immediately;  now,  therefore,  be  it 

Resolved,  by  the  National  Industrial  Traffic  League,  that  while 
we  favor  private  operation  of  common  carriers,  still,  under  the 
circumstances,  we  recommend  the  continuance  of  these  operations 
until  such  a  time  as  the  g-overnment  can  dispose  of  same  to  a 
fair  advantage  to  private  parties. 

Be  it  further  resolved,  that  a  copy  of  this  resolution  be  for- 
warded to  the  President,  Secretary  of  War,  Secretary  of  Commerce, 
Members  of  Congress,  and  others  interested. 

Many  of  the  members  thought  that  the  League,  which  has 
consistently  opposed  government  ownership,  could  not  properly 
go  on  record  as  favoring  this  plan  of  operation,  which  was 
dubbed  by  some  as  "a  government  subsidy."  Others  objected 


The  activities  of  the  committee  on  adjustment  boards,  it 
was  announced,  were  to  be  taken  over  by  the  executive  com- 
mittee. No  report  was  offered. 

No  reports  were  offered  by  the  special  committee  on  coal 
claims,  the  committee  on  transportation  instrumentalities,  and 
highway  transportation.  These  were  all  continued  with  in- 
structions to  report  at  the  next  meeting.  Mr.  Chandler  said 
the  A.  R.  A.  had  appointed  a  special  committee  to  confer  on 
coal  claims  and  that  definite  progress  in  that  matter  might  be 
expected  soon. 

It  was  also  announced  that,  because  of  the  difficulty  of  secur- 
ing hotel  accommodations  on  short  notice,  the  executive  com- 


to the  matter  as  being  purely  sectional  and,  therefore,  not  prop-  mittee  would  hereafter  determine  the  time  and  place  of  the 
erly  within  the  scope  of  subjects  to  be  considered  by  a  national 
organization.  The  chairman  of  the  committee  insisted  that  if 
the  latter  claim  were  correct,  all  inland  waterway  projects  were 
likewise  sectional  and  there  was  no  purpose  in  having  a  com- 
mittee on  the  subject  if  they  were  not  to  be  considered.  A 
motion  to  table  the  resolution  failed  to  carry  and  the  president, 
after  repeated  attempts  on  the  part  of  upper  Mississippi  mem- 
bers to  have  that  section  of  the  river  included  in  the  considera- 
tion in  some  way,  called  for  a  vote  on  the  amended  resolution. 
It  carried,  which  caused  Mr.  Chandler  to  remark:  "You  have 
now  committed  yourselves  on  an  entirely  sectional  matter. 
Kindly  remember  that,  for  I  shall  have  a  sectional  matter  of  my 
own  to  put  before  you  one  of  these  days." 

Bill  of  Lading  Committee  Report 

The  bill  of  lading  committee  report  as  follows,  was  read  by 
F.  T.  Bentley,  chairman: 

Bill  S2530,  amending  Pomerene  bills  of  lading  law. — -As  this 
bill  is  practically  what  was  recommended  to  the  Cleveland  con- 
vention by  the  bill  of  lading  committee,  your  bill  of  lading  com- 
mittee endorses  same  to  the  executive  committee  and  recommends 
that  appearance  before  the  Senate  and  House  committees  by  the 
league  be  made  to  further  its  passage. 

Changes  proposed  in  uniform  bill  of  lading  based  on  the  Su- 
preme Court's  decision  in  Mark  Owen  Company  vs.  Michigan  Cen- 
tral.— In  the  summer  the  eastern  section  of  the  uniform  bill  of 
lading  committee  requested  a  conference  with  our  committee  for 
the  purpose  of  considering  the  effect  on  the  bill  of  lading  of  the 
Mark  Owen  vs.  Michigan  Central  decision,  which  definitely  de- 
fined the  liabilities  of  the  carrier  for  delivery  of  carloads  from 
public  team  tracks.  Our  committee  could  not  meet  the  views  of 
the  railroad  committee  on  this,  and  we  agreed  and  reported  to  the 
executive  committee  at  its  recent  meeting,  that  no  action  should 
be  taken  to  change  the  present  bill. 

Proposed  through  export  bill  of  lading. — The  bill  of  lading 
committee  has  had  two  sessions  with  representatives  of  the 
United  States  Shipping  Board  over  the  proposed  through  joint 
export  bill  of  lading.  We  agreed  to  some  changes  in  the  lan- 
guage of  one  of  the  sections;  and  insisted  that  the  proposed  bill, 
as  presented  to  the  Interstate  Commerce  Commission,  be  other- 
wise confirmed. 

Our  advices  are  that  the  Interstate  Commerce  Commission 
had  a  conference,  October  11,  on  the  final  draft  of  this  proposed 
bill  of  lading,  and  we  are  apt  to  have  the  new  export  bill  of  lad- 
ing handed  out  by  the  Interstate  Commerce  Commission  very 


annual  meetings  as  far  in  advance  as  possible.  The  next  annual 
meeting  will  be  held  in  New  York  City,  November  15  and  16, 
1922.  This  was  decided  by  the  executive  committee. 

Standing    Legislative   Committee 

The  second  day  of  the  meeting  began  with  the  consideration 
of  the  report  of  the  standing  legislative  committee,  U.  S. 
Pawkett,  chairman,  who  explained  that  his  committee  had  only 
such  legislation  under  consideration  as  had  not  been  turned  over 
to  the  special  committee  on  legislation.  The  report  was  accepted 
with  the  provision  that  such  parts  of  it  as  were  uncompleted  be 
turned  over  to  the  incoming  committee.  It  was  as  follows : 

Bill  to  require  the  establishment  of  system  of  mileage  books  to  be 
issued  at  reduced  rates — S1085 — This  Bill,  introduced  in  the  Senate 
April  25th,  by  Mr.  Lenroot,  would  require  the  Interstate  Commerce 
Commission  to  establish  a  system  of  mileage  books  to  be  issued  at  a 
reduction  of  20  per  cent  under  the  established  passenger  fares. 

A  Bill  of  similar  import  (HR5362)  was  introduced  in  the  House  by 
Mr.  Flood  of  Virginia,  also  HR-2894  by  Mr.  Kahn. 

It  is  the  view  of  your  committee  that  as  the  League  has  consist- 
ently opposed  legislation  by  Congress  in  the  matter  of  rates,  that  these 
bills  should  be  opposed  and  recommendation  is  made  accordingly. 

Bill  to  provide  for  creation  and  organization  of  national  railway 
corporation — S-922. — This  bill,  introduced  by  Senator  Lenroot,  April  18, 
would  provide  for  the  formation  of  a  national  railway  corporation  to 
take  over  by  purchase  all  railroads  in  United  States,  either  in  whole  or 
purchase  of  not  less  than  a  majority  of  the  stock,  such  corporation  to 
be  managed  by  a  board  of  eleven  directors  to  be  appointed  by  the 
president,  the  government  to  guarantee  its  stock  up  to  4  per  cent, 
provided  that  stock  issued  by  such  corporation  shall  have  printed  on 
the  face  thereof  the  rate  of  return,  which  shall  not  be  less  than  3% 
per  cent  nor  greater  than  6  per  cent. 

Without  going  into  lengthy  arguments,  the  committee  has  the 
view  that  this  bill  is  so  objectionable  in  many  ways  that  it  and  the 
principles  it  seeks  to  establish  should  be  opposed,  and  recommends 
accordingly. 

Proposed  amendment  to  section  15 — S-690. — This  bill,  introduced 
by  Senator  Calder,  April  13,  would  rewrite  section  15,  which  now  gives 
the  Commission  power  to  make  emergency  orders  with  respect  to  car 
service,  etc.,  and  would  provide  that  no  such  orders  could  be  made 
until  after  a  hearing  and  filing  of  report.  This  would,  in  the  judgment 
of  the  committee,  practically  be  equal  to  entirely  nullifying  the  bill,  as 
before  the  necessary  hearing  could  be  had  and  a  report  made,  emerg- 
ency might  largely  be  past  and  the  harm  done. 

Consideration  of  this  bill  involves  the  question  of  whether  or  not 
the  League  is  in  favor  of  the  retention  of  emergency  powers  given 
,,  _  .,  .  „  ,  the  Commission.  It  cannot  be  gainsaid  that  the  exercise  of  these 

Mr.  Bentley  followed  the  reading  of  this  report,  which  was  emergency  powers  during  the  period  between  March  1  and  the  end  of 

1920  had  great  beneficial  effect  in  providing  for  better  distribution  of 
cars,  thereby  providing  for  movement  of  products  promptly,  that 
either  could  not  have  moved  at  all  or  been  greatly  delayed. 

Your  committee  recommends  unanimously  that  this  bill  or  any 
similar  bill  be  opposed. 

Bill  to  limit  salaries  which  may  be  paid  to  railroad  officials — HR- 


adopted,  by  a  recommendation  that  a  telegram  be  dispatched  to 
the  Shipping  Board,  the  Commission,  and  Congress,  requesting 
those  bodies  to  refrain  from  considering  the  Hague  rules  in  pro- 
viding for  an  ocean  bill  of  lading.  After  C.  B.  Heinemann  had 
called  attention  to  the  fact  that  the  only  ones  present  at  the 

London    meetine    Of    the    International    IAW     A<s«nr>iatinti      whoro       4974.— This  bill,  introduced  April  25,   by  Mr.  Black  of  Texas,  provides 
n,«      ",""  elation,    where       for  adding  paragraph  to  section  20a  of  the  Act  to  Regulate  Commerce, 

these  rules  were  advocated,  were  steamship  interests,  the  mem-      and  which  provides  that  no  carrier  pay  any  salary,  compensation  or 
bership  voted  to  send  the  telegram,  as  follows: 

The  National  Industrial  Traffic  League,  with  its  member- 
ship of  American  shippers  from  all  parts  of  the  country,  in  con- 
vention assembled,  adopted  the  following  resolution: 

Resolved,  That  we  are  opposed  to  the  suggestion  that  the 
Hague  rules  be  used  by  the  United  States  Shipping  Board,  the 
Interstate  Commerce  Commission  and  Congress  as  the  basis  for 
amending  the  Harter  act  and  revising  the  ocean  bill  of  lading. 


emolument  to  any  officer,  trustee  or  director  thereof  amounting  in  any 
one  year  to  more  than  $15,000,  unless  such  salary  shall  have  been 
previously  authorized  by  the  Commission. 

Your  committee  believes  that  such  regulation  as  proposed  in  this 
bill  would  in  effect  penalize  success  and  reduce  to  a  large  extent  the 
individual  incentive  and  initiative,  and  recommends  that  the  bill  be 
opposed. 

Bill  to  establish  standard  of  work  and  duty  for  common  carriers 
and  to  establish  uniform  rates— S-552.— This  bill,  introduced  April  21, 


Amatilnan     <=>i JT^^Q^C.    «  ««    n  1     «      ^  -,     .  sT  o.»i»A     w    ejsLclullsIl     UIU1U1II1     Z-elLeS O-OO2. ±  Ills     Dill,     introduced    April     Zl, 

£Sort Km   nfP?»dfnl  wfth n  Vt"   record  1"  demanding  a  through  by   Mr.    Harrison   for   Mr.    King,    would   establish    a   standard   of   work 

n$?s  mJthL.      ThT^v7    *  conditions  modified  to  fit  modern   busi-  and  duty  and  also  uniform  rates  on  freight.     This  bill  would  give  the 

2 •   PvTrv  «tpt'B  «)?*  f     ?Pi, ?e-    ?ard  was  a  party  to  this  proceeding  Interstate     Commerce     Commission     power    to     indicate     the    weight 

fi-n/ifrs-e  that  ™  mn/fti^f1"  °T?2  °t  OUr  V16^s'     We   resPect-  capacity  of  cars  according  to  their  cubical  contents  without  regard  to 

con^iderTd6  and'  ffirt'ffitaSf.Su^b?  S£nteT  a^SST  &£  the  .commodities    carried    therein.      The    lawful    car    rate    for  freight 
ing  before  any  conclusion  is  reached  in  respect  to  the  Hague  rules. 
Embargo    Rules 

The  report  of  the  committee  on  embargo  rules  and  regula- 
tions, C.  W.  Orchard,  chairman,  was  adopted  as  follows: 

This  committee  has  been  In  communication  with  the  Car 
bervice  Division  of  the  American  Railway  Association  on  several 
matters  pertaining-  to  applications  of  the  embargo  rules  pro- 
mulgated in  A.  R.  A.  Circular  CSD87,  but  as  no  definite  agree- 
ment has  been  reached  a  satisfactory  report  to  the  league  can- 
not be  made  at  this  time. 

As  but  one  letter  has  been  received  by  the  committee  from 
league  members,  it  is  evident  that  the  embargo  rules  in  question 
ar,?,-nc£  the  subject  of  much  criticism.  However,  a  conference 
with  the  Car  Service  Division  has  been  arranged  for  the  near 
tinued  *  '"  therefore  suggested  that  the  committee  be  con- 

New  York  Gets  1922  Meeting 

The  reports  of  the  treasurer  and  the  audit  committee  were  - „.„...„.  „„„„..„„... 

read   and  accepted.     Mr.   Beek  read  the   report  of  the  member-      ravfi'  and  Droh'blt  carriers  from  providing  separate  accommodations: 

SUSSSZ&  C"    ^    «**™«'>.   2*5    Stat'd    ^  ^  ^SSfeMftB  ™  ">"f-  "  -**i  <*atutorv  -' 

emuersnip  of  the  League  had  increased  from  936  to  1,029  mem-      actment  of  many  states,  would  bring  about  a  situation  that  could  not 

hers  in   the  last  year.  but   have   serious   results.      Your   committee   is   of   the    view   that    this 

being  a  service  matter,  and  therefore  inherently  within   the  power  of 


Interstate  Commerce  Commission  power  to  indicate  the  weight 
capacity  of  cars  according  to  their  cubical  contents  without  regard  to 
the  commodities  carried  therein.  The  lawful  car  rate  for  freight 
would  be  computed  upon  a  basic  ton-mile  rate,  applied  to  the  mile- 
age between  such  points  of  origin  and  destination  with  the  indicated 
weight  capacity  as  a  minimum,  except  that  the  carrier,  with  the 
approval  of  the  Interstate  Commerce  Commission,  may  fix  special 
car  weights  for  particular  commodities  transported  in  carloads  over 
its  lines,  in  which  case  the  car  rate  shall  be  computed  upon  such 
special  commodity  car  weight.  It  would  require  the  Interstate  Com- 
merce Commission  to  prescribe  rules  and  regulations  to  prevent  im- 
proper packing  and  loading  of  cars  and  also  such  regulations  as  to  the 
mixing  of  commodities  in  the  same  car.  This  bill  would  also  require 
each  carrier  on  or  before  January  1,  1922.  to  make  and  file  with  the 
Interstate  Commerce  Commission  a  new  classification  of  commodities 
of  five  classes,  and  would  provide  that  the  rate  for  the  1st  class  would 
be  two  times  the  basic  ton-mile  rate,  2d  class  four  times  the  basic 
rate,  3d  class  six  times,  4th  class  eight  times,  and  5th  class  ten 
times  the  basic  ton-mile  rate. 

It  is  the  view  of  the  committee  that  this  is  one  of  the  most 
grotesque  and  uncalled  for  bills  that  has  ever  been  introduced  pur- 
•porting  to  affect  traffic  and  transportation,  and  recommends  that  it 
be  opposed. 

Proposal  to  abolish  so-called  "Jim  Crow  Cars"— HR-101. — This  bill, 
introduced  by  Mr.  Madden  of  Illinois  on  April  11.  would  prohibit  seg- 
regation of  the  colored  from  the  white  race  in  interstate  passenger 
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the  several  states  to  legislate,  which  power  should  not  be  removed  or 
abridged,  recommends  that  the  bill  ana  Its  principles  be  opposed. 

Protection  of  trade  and  commerce  against  unlawful  restraints  and 
monopolies — S-550. — This  bill,  Introduced  by  Mr.  Harrison  for  Mr. 
King,  April  12.  In  so  far  as  the  transportation  feature  Is  Involved, 
pniviil.-s  that  any  person  who  attempts  to  Interfere  with,  restrain,  or 

I" win  Hi.  M'liu'iit  i>r  passengers  or  freight  in  commerce  between 

the  stall's  or  with  foreign  nations,  or  who  conspires  with  any  other 
person  or  persons  to  Interfere  with,  restrain  or  prevent  the  movement 
of  passengers  or  frelKht  in  commerce,  shall  be  guilty  of  a  misde- 
meanor, and  upon  conviction  thereof  shall  be  punished  by  a  fine  not 

i  cling  $5,000,  or  by  Imprisonment  not  exceeding  one  year,  or  by 
both,  in  the  discretion  of  the  court. 

Section  6  provides  that  any  person  who  shall  be  injured  in  his 
business  or  property  by  any  other  person  or  corporation  by  reason  of 
anything  forbidden  or  declared  to  be  unlawful  by  this  act,  may  sue 
therefor  in  any  circuit  court  of  the  United  States  in  the  district  in 
which  the  defendant  resides  or  Is  found,  without  respect  to  the 
amount  in  controversy,  and  shall  recover  three  fold  the  damages  by 
him  sustained  and  the  costs  of  suit,  Including  a  reasonable  attorney's 
fee.  The  words  person  or  persons  are  construed  to  include  corpora- 
tions and  associations  existing  under  or  authorized  by  the  laws  of 
either  the  United  States  or  any  state  or  of  the  territories  or  any 
foreign  country.  This  bill  goes  to  the  heart  of  anti-strike  legislation, 
and  the  league  having  previously  endorsed  the  principles  of  the 
Poindexter  bill,  your  committee  recommends  that  the  principles  of 
this  bill,  in  so  far  as  it  affects  transportation,  be  approved. 

Bill  to  require  prompt  payment  by  carriers  of  overcharge,  loss 
and  damage  claims — HR-92. — This  bill,  introduced  April  11,  by  Mr. 
Logan,  would  provide  penalty  of  $50  for  failure  of  common  carriers  to 
adjust  and  pay  within  forty  days  claims  for  freight  overcharged  or  for 
loss  or  damage  to  property  and  baggage  while  in  possession  of  carriers. 

A  similar  bill.  HR-5216,  introduced  by  Mr.  Ward  of  North  Caro- 
lina, would  provide  penalty  of  $100  for  failure  to  pay  loss  or  damage 
claims  within  60  days  after  filing. 

It  is  the  view  of  your  committee  that  overcharge  claims  should  be 
immediately  adjusted,  that  claims  for  loss  and  damage  should  be 
adjusted  promptly  upon  the  ascertaining  of  legal  liability  on  the  part 
of  carrier,  any  investigation  which  the  carrier  desires  to  make  as  to 
how  the  damage  occurred  and  what  line  had  possession  of  the  goods 
at  the  time,  to  be  made  after  settlement  with  claimant,  who  is  not 
interested  in  this  matter. 

Your  committee  recommends  that  the  principles  involved  in  these 
bills  be  approved:  that  is,  the  requirement  for  the  prompt  payment 
and  adjustment  of  claims,  say  within  60  days.  Whether  penalty  should 
be  the  flat  sum  of  $50  or  whether  it  should  be  an  interest  charge,  or 
otherwise,  is  a  matter  of  detail,  but  the  committee  is  unanimous  in 
the  view  that  the  principles  set  forth  are  correct.  It  is  suggested, 
however,  that  a  provision  should  be  made  that  would  prohibit  powers 
being  construed  as  giving  the  federal  courts  exclusive  jurisdiction  over 
such  claims,  thus  allowing  claimants  where  necessary  to  appeal  to 
their  local  courts  of  competent  jurisdiction.  Your  committee  recom- 
mends accordingly. 

Bill  to  prescribe  rates,  fares  and  charges  of  railroads  in  United 
States — HR-2409. — This  bill,  introduced  in  the  House,  April  11  by 
Mr.  Wright,  would  require  the  railroads  to  make  effective  thirty  days 
after  passage  and  approval  of  the  act,  all  rates,  fares  and  charges 
for  the  transportation  of  persons  or  property,  which  were  in  effect 
February  27,  1920,  any  provisions  of  the  1920  transportation  act  and 
any  rule  or  order  of  the  Interstate  Commerce  Commission  made  or 
passed  by  authority  of  and  under  the  provisions  of  said  transportation 
act  or  otherwise  to  the  contrary  notwithstanding:  That  during  one 
year  and  thirty  days  immediately  following  the  passage  and  approval 
of  this  act  the  Interstate  Commerce  Commission  shall  be  required  to 
determine,  establish,  readjust  and  fix  compensation,  rates,  fares  and 
charges  to  be  effective  and  received  by  railroad  companies  and  com- 
mon carriers  from  and  after  the  expiration  of  the  one  year  and  thirty 
days:  That  in  fixing  "such  rates,  fares  and  charges  the  Commission 
will  be  required  not  only  to  determine  what  such  compensation,  rates 
fares  and  charges  should  be,  taking  into  consideration  an  honest, 
efficient  and  economical  management,  including  salaries  of  officials 
and  employes  and  reasonable  expenditures  for  maintenance  of  way 
structures  and  equipment,  but  also  taking  into  consideration  the  actual 
value  of  the  railroad  or  group  of  railroads  or  common  carrier  affected 
by  any  given  compensation,  rates,  fares  or  charges  so  fixed,  and  also 
the  business  and  financial  conditions  of  the  section  or  territory  to  be 
affected  by  such  rates,  fares  and  charges,  and  the  profits  being  made 
or  losses  sustained  by  the  businesses  and  industries  in  such  section  or 
territory,  and  so  fix  such  rates,  fares  and  charges  that  the  com- 
pensation received  by  any  railroad  or  common  carrier  will  be  in 
keeping  with  such  business  and  financial  conditions  and  the  general 
depression  or  prosperity  in  the  section  to  be  affected. 

It  is  the  view  of  your  committee  not  only  that  this  bill  is  illogical 
and  would  create  a  dangerous  rule  in  requiring  the  Commission  to 
fix  rates  with  regard  to  the  varying  conditions  of  different  sections 
of  the  country  according  to  business  properity  or  otherwise,  but  would 
be  another  step  towards  special  rate  legislation  by  Congress,  and  sub- 
mits the  recommendation  that  the  bill  be  opposed. 

Diversion  and  Reconsignment 

This  was  followed  by  the  report  of  the  diversion  and  recon- 
signment committee,  H.  D.  Rhodehouse,  chairman,  which  con- 
sisted of  four  proposed  changes  in  the  reconsignment  and  diver- 
sion rules.  The  committee  received  permission  from  the  meet- 
ing to  change  the  wording  of  the  last  recommendation  so  as  to 
clarify  it,  with  instructions  not  to  change  its  meaning.  The  re- 
port was  as  follows: 

A  joint  conference  of  diversion  and  reconsignment  committees 
representing  the  National  Industrial  Traffic  League  and  the  carriers 
in  Official,  Southern  and  Western  Classification  territories  was  held 
in  Chicago,  July  12.  1921.  Discussion  was  had  with  respect  to  changes 
in  the  present  rules,  regulations  and  charges  governing  diversion  and 
reconsignment  of  general  commodities.  The  committees  agreed  on 
certain  changes,  with  the  understanding  that  such  changes  must  be 
approved  by  the  league  and  the  railroad  exeetuives  before  they  are 
published  in  carriers'  tariffs.  The  proposed  changes  are  as  follows: 

Rule  2.  Freight  rate  applicable. — These  niles  and  charges  will 
apply  whether  shipments  are  handled  at  local  rates.  Joint  rates  or 
combination  of  Intermediate  rates.  The  through  rate  to  be  applied 
under  these  rules  is  the  rate  from  point  of  origin  via  the  diversion, 
reronsicntng  or  reforwardlng  point  to  final  destination  In  effect  on 
date  of  shipment  from  point  of  origin.  If  the  rate  from  original  point 
of  shipment  to  final  destination  is  not  applicable  via  the  point  at  wh'c-h 
the  par  is  diverted,  reeonslgned  or  reforwarded.  In  connection  with 
those  lines,  the  tariff  rate  In  effect  to  and  from  the  diversion,  recon- 
signlnpr  or  forwarding  point  will  apply,  plus  diversion  or  reconstgn- 
ment  charges,  except  that  if  a  lower  combination  of  rates  is  lawfully 


applicable  over  the  route  of  movement  such  lower  combination  of 
rates,  plus  diversion  or  reconslgnlng  charges,  will  apply. 

Rule  4  (b)  (Witching  charges  additional. — If  diversion  or  recon- 
slgnmcnt  Is  made  after  arrival  of  car  at  billed  destination  and  the 
car  has  been  delivered  to  a  connecting  road,  the  switching  charges  of 
connecting  road  will  be  In  addition  to  any  other  charges  named  herein, 
except  that  where  combination  of  local  rates  Is  applied  to  and  from 
tin'  diversion  or  reconalgnment  point,  switching  charges  will  be  added 
or  absorbed  to  the  same  extent  as  on  traffic  moving  locally  to  or  from 
the  diversion  or  reconsignment  point. 

Rule  8  (a)  stopping  in  transit. — If  a  car  Is  stopped  for  orders  for 
the  purpose  of  delivery  or  diversion  or  reconsignment  or  reforwardlng 
prior  to  the  arrival  at  original  billed  destination,  or  If  such  destination 
is  served  by  a  terminal  yard,  then  prior  to  arrival  at  such  terminal 

yard,  on  request  of  consignor,  consignee  or  owner,  a  charge  of  $ 

per  car  will  be  made  for  such  service  and  the  point  where  the  car  is 
stopped  will  be  considered  the  destination  of  the  freight,  and  the 
party  upon  whose  order  car  is  held  will  be  notified  at  the  postofnce 
address  designated  by  him.  If  the  car  Is  subsequently  forwardded 
from  point  at  which  held,  the  provisions  of  rules  9,  10.  11  or  12,  as 
the  case  may  be,  will  also  be  applied.  The  service  of  stopping  as 
provided  in  this  rule  will  not  prevent  one  change  of  destination  under 
the  provisions  of  rule  5. 

Rule  11  (b)  and  (c).  Diversion  or  reconsignment  to  points  within 
switching  limits  before  placement. — (b)  At  a  charge  of  ($2.50-$3.00) 
per  car,  if,  after  arrival  of  car  at  destination,  or  If  destination  Is 
served  by  a  terminal  yard,  then  after  arrival  at  such  terminal  yard, 
such  orders  are  received  before  the  expiration  of  twenty-four  (24) 
hours  after  the  first  7  a.  m.  after  the  day  on  which  notice  of  arrival 
is  sent  or  given  to  the  consignee  or  party  entitled  to  receive  same. 
(See  note  below.) 

(c)  At  a  charge  of  ($6.50-$7.00)  per  car,  if  such  orders  are  re- 
ceived subsequent  to  twenty-four  (24)  hours  after  arrival  of  the  car 
at  destination,  or  if  the  destination  is  served  by  a  terminal  yard,  then 
subsequent  to  twenty-four  (24)  hours  after  arrival  at  such  terminal 
yard.  (See  note  below.) 

(c)  At  a  charge  of  ($6.50-$7.00)  per  car,  if  after  arrival  of  car  at 
destination,  or  if  destination  is  served  by  a  terminal  yard,  then  after 
arrival  at  such  terminal  yard,  such  orders  are  received  subsequent  to 
the  expiration  of  twenty-four  (24)  hours  after  the  first  7  a.  m.  after 
the  day  on  which  notice  of  arrival  is  sent  or  given  to  the  consignee  or 
party  entitled  to  receive  same.  (See  note  below.) 

Note. — In  computing  time,  Sundays  and  legal  holidays  (national, 
state  and  municipal)  will  be  excluded.  When  a  legal  holiday  falls  on 
Sunday  the  following  Monday  will  be  excluded. 

Proposals  to  change  a  number  of  other  other  diversion  and  recon- 
signment rules  were  discussed,  but  no  agreement  could  be  reached. 
Those  changes  will  be  considered  at  future  conferences  with  car- 
riers' committees. 

President  Chandler  asked  Mr.  Rhodehouse  whether,  in  any 
of  his  committee's  negotiations  with  the  carrier  committee,  the 
subject  of  printed  interpretations  of  reconsignlng  tariffs  was 
broached. 

"It  was,"  answered  Mr.  Rhodehouse,  "but  we  informed  the 
railroads  that  we  would  under  no  circumstances  agree  to  such  a 
proposal  We  said,  however,  that  we  were  in  sympathy  with  any 
movement  that  had  for  its  object  the  changing  of  the  language 
of  any  rule  to  make  its  meaning  more  clear." 

Following  this  report,  the  business  of  electing  officers  was 
disposed  of  by  a  unanimous  vote  to  have  the  secretary  cast  the 
ballot  in  favor  of  the  nominations  made  by  the  nominating  com- 
mittee on  the  previous  day. 

Mr.  Bentley  was  then  called  on,  as  chairman  of  the  bill  of 
lading  committee,  to  discuss  a  proposed  amendment  to  the 
Pomerene  bill,  which  had  for  its  object  the  granting  of  the  right 
of  the  shipper  to  call  for  an  inspection  of  his  lading,  off  the 
railroad  right  of  way,  in  order  to  get  a  clean  bill  of  lading.  The 
meeting  seemed  agreed  as  to  the  body  of  this  recommendation, 
but  the  proposal  by  Mr.  Bentley  that  the  League  should  go  on 
record  as  favoring  a  clause  therein  exempting  the  carriers  from 
the  necessity  of  publishing  charges  for  this  service  in  regular 
tariffs,  leaving  the  measure  of  the  charge  to  negotiation  between 
the  individual  road  and  the  industry,  was  defeated. 

Secretary  Beek  then  read  the  telegrams  which  were  ex- 
changed between  President  Chandler  and  the  Labor  Board  and 
President  Harding,  and  between  Chandler  and  Chairman  Cuyler, 
of  the  Association  of  Railway  Executives,  during  the  recent 
strike  crisis,  and  the  meeting  voted  to  approve  the  action  of  the 
president. 

Weighing  Committee  Report 

There  followed  the  adoption  of  the  report  of  the  weighing 
committee,  which  was  presented  by  C.  T.  Bradford,  and  which 
was  accepted  without  change,  as  follows: 

A  joint  conference  between  your  weighing  committee  and  the 
weighing  and  Inspection  committee  of  the  American  Railway  As- 
sociation was  held  at  Chicago  on  June  23,  1921,  at  which  the  fol- 
lowing action  was  taken: 

I.  Tolerance  on  coal  and  coke. — Recommendation  of  the  joint 
sub-committees,  agreed  to  at  their  meeting  of  June  6,  1921,  was 
unanimously  adopted  as  the  recommendation  of  the  joint  con- 
ference, viz.: 

"It  is  recommended  that  tests  should  be  made  to  ascertain 
changes  in  weight  of  carloads  of  coal  and  coke,  due  to  evapora- 
tion or  absorption  of  moisture. 

"That  such  tests  should  be  conducted  by  selecting  repre- 
sentative mines  in  the  various  coal-producing  districts. 

"That  the  Interstate  Commerce  Commission  should  be  rep- 
resented at  such  tests. 

"That  It  Is  understood  that  under  varying  weather  conditions, 
coal  and  coke  can  take  on  as  well  as  lose  weight." 

Chairman  Dodge  stated  It  would  still  be  necessary  to  get  the 
various  coal  originating  railroads  to  agree  to  spend  the  neces- 
sary money  to  make  the  comprehensive  tests  hoped  for,  and  the 
weighing  and  Inspection  committee  must  get  their  concurrence. 

Attention  is  Invited  to  recommendations  made  by  a  special 
committee  of  five  members  appointed  at  Chicago.  March  6,  1  118. 
regarding  the  manner  of  making  tests  to  flx  tolerances  on  coal. 
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For  the  information  of  those  interested  the  recommendations  are 
quoted  as  follows: 

"1.  That  A.  R.  A.  blank  (known  as  Exhibit  A-l),  be  used  for 
recording  data  with  modifications  as  stated  below. 

"2.  Tests  to  be  made  from  each  district.  As  far  as  prac- 
ticable, four  cars  of  each  grade  of  coal  loaded  in  each  class  of 
equipment  ordinarily  used,  be  required  for  the  test. 

"3.     That  a  separate  blank  be  used  for  each  mine. 

"4.     That  a  separate  blank  be  used  for  each  grade  of  coal. 

"5.  That  a  separate  blank  be  used  for  each  class  of  equip- 
ment and  grouped  by  capacity  and  where  it  seems  advisable,  that 
a  separate  blank  be  used  for  each  capacity  of  equipment. 

"6.  That  the  size  and  kind  of  screen  openings  and  area  and 
kind  of  screens  over  and  through  which  coal  passes  be  noted. 

"7.  Cars  to  be  watched  night  and  day  to  prevent  stealage  and 
for  additional  purpose  of  noting  weather  conditions. 

"8.  Scale  test  car  and  scale  expert  to  go  with  coal  moving 
on  the  in-transit  tests.  Preferably  two  short  wheel  base  scale 
test  car  should  be  used,  and  if  not  possible  to  use  two  of  these, 
at  least  one  should  be  used  and  a  150,000-pound  test  car  loaded 
with  rails  covered  with  a  metal  roof  to  be  used  in  addition  to  the 
single  scale  test  car. 

"9.  Physical  condition  of  cars  to  be  closely  observed  and 
opening  of  each  drop  door  to  be  noted. 

"10.  Actual  light  weights  to  be  taken  as  far  as  practicable 
and  results  to  be  worked  up  on  the  basis  of  marked  or  actual  tares 
according  to  which  is  ordinarily  used  at  the  mine  from  which 
tests  are  made. 

"11.     Cars   should   be  loaded  to   full   capacity." 

II.  Lumber    weights    and    tolerances. — A    sub-committee     on 
lumber   weights   with    W.    C.    Mitchell    as    chairman    advised    they 
would  be   able   to   submit   a   report   at   a   later  date   and   a   digest 
of  this   report   is  appended   hereto. 

III.  Re-stenciling    of    cars. — The     weighing     and     inspection 
committee  agreed   to   submit   a   report   at   the    next   conference   as 
to  the  progress  being  made  by  the  carriers  in  re-stenciling  their 
cars. 

IV.  Adoption   of   the    national    code    of   weighing    rules. — The 
committee    also    agreed    to    report    as    to    progress    made    by    the 
carriers  in  adopting  the  National  Code  of  Weighing  Rules  in  other 
territories. 

Report  of  sub-committee  on  lumber  weights. — A  meeting  of 
the  special  sub-committee  of  the  weighing  committee  dealing 
with  lumber  was  held  at  Chicago,  July  6  and  7,  1921,  and  the 
following-  recommendations  were  made: 

(1)  Uniformity. — The      sub-committee      recommended      early 
adoption   of  the   National   Code   throughout   the   country. 

(2)  Weighing   tariff   and    rules. — Recommended    that   a   tariff 
for    the    entire    country    publishing    weighing    rules    and    regula- 
tions be  compiled  and  distributed  by  the  American  Railway  Asso- 
ciation,  as  is  now   done  with  demurrage  rules. 

(3)  Tolerance. — Recommended    that    Rule    8    of   the    National 
Code  of  Weighing  Rules  with   respect  to  tolerances  be  approved, 
assuming  that  the  one  per  cent  with  a  minimum  of  1,000  pounds 
applies  on  lumber,  logs,   piling,   poles,  etc.-,   in  open  cars. 

(4)  Stenciling    cars. — Recommended    that    the    sub-committee 
support  the  League's  general   weighing  committee,   insisting   that 
all  cars  be  weighed  and  stenciled  as  promptly  as  possible. 

(5)  Competent    weighmasters     and     proper     scale     testing. — 
Recommended    that    the    general    rules    of    the    National    Code    be 
strictly  lived  up  to  by  all  carriers,  and  that  all  weighmasters   be 
fully   informed,   particularly   with   reference   to   Rules   1,    2   and   3, 
and   that   weighing  be   done  by  competent   weighmasters  and   not 
be    inexperienced    trainmen    or    switching    crews. 

(6)  Weights    for    billing    purposes. — Recommended    that    in 
making  waybills  that  accompany  the  movement  of  forest  products, 
the   billing   of   shipments   at   the   marked   capacity   of   the    car   be 
discontinued,   and   until   actual   weight  of  shipment  can   be  ascer- 
tained by  weighing  the  car  on  scales,  that  for  the  purpose  of  bill- 
ing and  for  the  purpose  of  train  tonnage,  estimated  weights  fur- 
nished   by    the    shipper    or    published    estimated    weights    of    the 
initial   line   be   used. 

(7)  Estimated  weights. — Recommended  that  various  lumber- 
carrying    railroads   be    importuned    to   publish    tariff   of   estimated 
weights   on   lumber,   the   tariff   to   be   based   on  actual   tests   to   be 
conducted  jointly   by  the   lumber   shippers,   the   railroad  weighing' 
bureaus   and   a   representative   of  the   Interstate   Commerce   Com- 
mission.    After   the   tests   have    been    made    and    the   tariffs    pub- 
lished the  same  are  to  be  used  on  the  billing  of  lumber  and  forest 
products.  • 

(8)  Dunnage. — Recommended    that   the   allowance   for   stakes 
and   dunnage   be   revised  to   take   care   of  much   larger  equipment 
now  used  and  much  heavier  carloads  now  being  shipped.     Present 
allowance  500  pounds;  actual  amount  being  used  about  800  pounds. 

(9)  Tan   bark   weights. — Recommended   that   Rule    525    of   W. 
T.    L.    Tariff,    Circular    l-O,    with    reference    to    shipments    of    tan 
bark,  be  adopted  generally  throughout  the  country. 

The  foregoing  sub-committee  report  has  not  yet  had  the  con- 
sideration of  the  joint  committee,  but  will  be  handled  by  them 
at  their  next  session. 

Rate  Committee  Dockets 

The  presentation  of  the  report  of  the  special  committee  to 
deal  with  railroad  traffic  executives,  which  was  read  by  Presi- 
dent Chandler,  as  chairman  of  the  committee,  was  followed  by 
a  discussion  over  the  proposal  to  discontinue  docketing  proposed 
reductions  in  purely  local  rates  with  the  rate  committees.  A 
number  of  the  members  said  that  they  were  suffering  hardship 
due  to  the  delay  which  is  now  necessitated  by  the  docketing  of 
these  proposals  and  their  consideration  by  the  rate  committees. 
It  was  their  sense  that  the  making  of  reductions  in  purely  local 
rates  should  be  expedited  as  much  as  possible  Other  mem- 
bers opposed  any  deviation  from  the  present  practice  of  docket 
ing  all  rate  proposals,  although  it  was  pointed  out  by  President 
Chandler  that  the  rules  at  present  in  force  did  not  cover  reduc- 
tions at  all.  On  motion  by  Mr.  Bihler,  the  meeting  finally  went 
on  record  with  the  following  resolution: 

It  is  the  sense  of  this  meeting  that  proposed  reductions  in 
strictly  local  rates  having  no  influence  on  other  rates  should  in 
the  interests  of  expediency  be  handled  by  individual  roads  and 
not  docketed. 

Special   Legislative  Committee 

H.  C.  Barlow,  chairman  of  the  executive  committee,  and 
R.  C.  Fulbright,  member  of  the  special  committee  on  legislation, 


then  took  the  floor  to  answer  any  questions  which  might  be 
asked  respecting  the  report  of  that  committee,  which  had  been 
distributed  to  members  at  the  previous  day's  meeting.  There 
was  little  discussion  on  the  questions  involved  until  considera- 
tion was  given  the  proposal  to  change  the  law  with  respect  to 
the  Labor  Board.  A  number  of  the  members  said  that  the  sen- 
timent in  their  localities  was  for  the  abolition  of  that  body.  Mr. 
Fulbright  said  that  that  solution  had  been  considered  by  the 
committee  "We  thought  it  would  be  a  dangerous  precedent  for 
this  body  to  go  on  record  as  saying  that  there  should  be  abso- 
lutely no  body  to  which  the  public  and  both  sides  might  go  for 
an  adjustment  of  railroad  labor  disputes,"  he  said. 

John  Callahan,  of  Washington,  D.  C.,  said  that  traffic  men  in 
that  city  had  been  apprehensive  over  propaganda  that  the 
board's  duties  should  be  turned  over  to  the  Interstate  Com- 
merce Commission.  "That  would  be  a  bad  thing  for  there  would 
then  be  the  possibility  that  we  would  have  a  labor  man,  as  a 
representative  of  organized  labor,  appointed  to  a  place  on  the 
Commission,"  said  Mr.  Fulbright.  "In  addition  it  would  over- 
burden the  Commission  which  has  now  all  the  work  that  it  can 
handle." 

One  of  the  members  pointed  out  what  he  saw  as  an  incon- 
sistency in  the  position  of  the  league  in  demanding  shipping  and 
railroad  representatives  on  the  Commission  while  objecting  to 
labor  and  railroad  representatives  on  the  board.  It  was  pointed 
out,  by  Mr.  Fulbright,  that  the  labor  and  railroad  members 
were  appointed  to  the  board  as  such,  and  that  they  retained  their 
old  affiliations  while  working  on  that  body.  "Our  idea  in  recom- 
mending shipping  and  railroad  representatives  on  the  Commis- 
sion is  the  same  one  that  prompts  us  to  elect  lawyers  as  judges. 
We  simply  think  that  Commission  members  ought  to  have  some 
knowledge  of  traffic." 

Mr.  Barlow  moved  that  the  report  be  accepted  and  dis- 
tributed among  the  me'mbers  and  that  a  special  meeting  be 
called  at  some  convenient  time  and  place,  not  later  than  Feb- 
ruary, 1922,  at  which  the  report  should  be  the  first  thing  on  the 
docket;  meanwhile,  the  members  to  express  their  views  to  the 
executive  secretary  in  writing  so  that  the  action  taken  at  that 
meeting  could  be  in  the  fullest  sense  the  action  of  the  league  as 
a  whole.  C.  E.  Childe  moved  an  amendment  to  the  motion  de- 
claring the  meeting  to  be  in  tentative  approval  of  the  report. 
This  amendment  was  declared  out  of  order  by  the  president  be- 
cause the  report  had  been  presented  too  late  for  proper  con- 
sideration by  the  whole  of  the  league's  membership.  An  appeal 
from  the  chair's  order  was  lost  and  the  original  motion  adopted. 

Freight  Claims  Committee 

The  report  of  the  freight  claims  committee,  G.  A.  Blair, 
chairman,  was  adopted  and  a  recommendation  by  J.  P.  Haynes, 
of  Sioux  City,  that  further  consideration  of  the  McCaull-Dins- 
more  decision  be  tabled  was  adopted.  The  report  was  as  follows: 

In  submitting  a  report  for  the  freight  claims  committee,  par- 
ticular attention  is  invited  to  the  joint  conference  between  the 
freight  claims  committee  of  the  National  Industrial  Traffic  League, 
and  the  freight  claims  division  of  the  American  Railway  Asso- 
ciation, held  in  Chicago  on  September  27,  1921. 

This  conference  was  attended  by  seven  members  of  the  freight 
claims  division  and  their  secretary,  and  nine  members  of  the 
freight  claims  committee,  John  S.  Burchmore,  League  counsel,  and 
Assistant  Secretary  Lacey  of  the  League.  In  addition  to  a  dis- 
cussion of  the  general  claim  situation,  a  number  of  matters  of  spe- 
cial interest  were  considered,  and  while  satisfactory  conclusions 
were  not  reached  on  all  of  them,  considerable  progress  was  made. 
It  is  the  recommendation  of  your  committee  that  these  joint  con- 
ferences be  continued.  They  afford  an  opportunity  for  an  inter- 
change of  views,  the  elimination  of  points  of  friction,  and  result 
in  understandings  of  mutual  benefit,  which  could  not  be  arrived 
at  in  any  other  way.  Your  committee  -would  be  less  than  fair  to 
the  freight  claims  division  of  the  American  Railway  Association 
if  it  did  not  take  this  opportunity  to  express  its  appreciation  of 
the  spirit  of  co-operation  manifested  by  its  members.  Your  com- 
mittee feels  that  genuine  progress  has  already  been  made  and 
more  cordial  relations  have  been  established. 

Six  months'  provision  in  bill  of  lading  for  filing  loss  and 
damage  claims. — Since  the  last  meeting  of  the  League,  we  have 
had  considerable  correspondence  -with  our  members  regarding  the 
six  months'  provision  for  filing  loss  and  damage  claims,  indicating 
a  lack  of  uniformity  among  the  railroads,  they  being  governed 
in  many  instances  by  direct  instructions  from  their  legal  depart- 
ment, as  to  disposition  of  such  claims.  This  matter  was  pre- 
sented to  the  freight  claims  division  of  the  American  Railway 
Association  at  a  previous  conference,  and  was  referred  by  them 
to  the  Association  of  Railway  Executives,  as  the  freight  claims 
division  were  without  authority  to  make  any  modification  of  the 
rule.  Your  chairman  also  was  directed  to  take  the  matter  up 
direct  with  Mr.  R.  H.  Binkerd,  assistant  to  chairman,  Railway 
Executives,  New  York,  which  was  done  on  September  28,  acknowl- 
edgment having  been  received  that  the  matter  would  be  given 
attention  at  the  earliest  date  possible.  It  is  the  understanding 
that  some  conclusion  might  be  reached  by  a  conference  between 
the  legal  representatives  of  the  Association  of  Railway  Executives 
and  the  counsel  of  the  League. 

Notations  on  billing  covering  re-coppering  and  repairs  to 
packages  in  transit. — The  matter  of  making  notations  on  billing 
covering  re-coopering  and  repairs  to  packages  in  transit,  was  fully 
discussed,  and  the  freight  claims  division  advised  it  was  not  dis- 
posed to  change  its  position,  that  it  would  be  impossible  in  view 
of  the  number  of  shipments  so  handled  and  the  amount  of  work 
involved,  to  record  these  in-transit  exceptions. 

McCaull-Dinsmore  decision. — At  every  joint  conference  pi  no1 
the  McCaull-Dinsmore  decision  was  rendered,  in  view  of  the  vari- 
ance of  opinion  both  with  shippers  and  railroad  companies  regard- 
ing it,  your  committee  has  endeavored  to  get  a  definite  expres- 
sion on  the  subject  from  the  freight  claims  division.  The  freight 
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us  division  of  tho  American   Railway   Association,   at  the  last 
..-0,   offered   the   following    lor   our  consideration: 

"AiliultliiiK    that  as  a   principle   wo  agree   that   in  the  case   of 

oods.    If    the    shipper    is    the    claimant,    he    Is    seeking    to 

•i   ihat   he  would  have  had.     Nobody  has  paid  him  for  his 

goods.     We  pay  him  Ills  invoice,  provided  that  was  representative 

oi     the    value    at    the    time    of    the    shipment.       In    other    words,    tho 

value  at  the  time  and  place  of  shipment,  w.    would  pay  tho  shipper. 

ir    ih.     einiiKint    were    the    middleman,    the    Jobber,    and    the 

-oods    never    reached    the    conilfrnee,    and    the   consignee    had    not 

paid    the    Jobber,    and    the    carrier    was    liable,    we    would    pay    him 

on   the   basis  of  what   he   had  actually   sold   the   goods   for   to   the 

consignee. 

"If  the  consignee  were  the  claimant,  and  he  had  paid  the 
middleman,  or  the  jobber,  and  we  failed  to  deliver  the  goods  to 
the  consignee,  we  would  owe  the  consignee  the  wholesale  value 
of  his  goods  on  the  day  that  they  should  have  reached  him,  ac- 
cording to  our  regular  schedule." 

It  is  the  opinion  of  our  committee  that  this  is  at  least  a  rea- 
sonable interpretation  of  the  decision,  and  Its  acceptance  by  our 
members  would  go  far  towards  removing  the  difficulties  experi- 
enced in  disposing  of  loss  and  damage  claims,  and  would  take 
care  of  the  situation  with  the  exception  of  claims  of  a  special 
nature,  which  would  have  to  be  considered  on  their  merits. 

Interest  on  loss  and  damage  claims. — The  question  of  Interest 
on  loss  and  damage  claims  has  also  been  considered  at  previous 
conferences.  Our  committee  at  the  last  conference  affirmed  the 
position  previously  taken  and  endorsed  by  the  League,  that  inter- 
est at  6  per  cent  should  be  allowed  on  all  loss  and  damage  claims 
properly  supported  %vhich  remained  unpaid  at  the  expiration  of 
60  days  from  the  date  filed  with  the  carrier.  In  addition  to  this 
\\  <  submitted  them  two  propositions,  subsequently  agreed  upon 
by  our  committee: 

First. — If  a  railroad  company  is  liable  for  loss  and  damage, 
the  responsibility  lies  with  it  and  not  with  the  shipper  or  con- 
signee. 

Second. — The  time  required  to  investigate  and  handle  claims  Is 
something  for  which  neither  the  shipper  nor  consignee  is  respon- 
sible; this  to  answer  the  objections  raised  by  the  freight  claims 
division  of  the  American  Railway  Association  to  the  proposition 
originally  submitted  them.  (See  pages  25  and  26  of  Circular  No. 
347.)  The  freight  claims  division  again  took  the  position  that 
Interest  was  never  exacted  on  any  business  until  a  just  claim  or 
debt  had  been  determined,  and  that  time  was  necessary  to  develop 

A  lengthy  discussion  developed  the  fact  that  the  freight  claims 
division  had  no  authority  to  agree  to  any  proposition  involving 
the  payment  of  interest  on  loss  and  damage  claims;  that  it  was 
a  matter  to  be  handled  by  the  law  department  of  the  various 
transportation  companies.  It  was  then  decided  by  our  committee 
that  the  matter  would  be  reported  to  the  executive  committee  of 
the  League  and  our  counsel  for  further  action;  it  being  sug- 
gested that  it  might  be  advisable  to  bring  a  test  case  in  the 
event  that  a  conclusion  could  not  be  reached  by  the  counsel  of 
the  American  Railway  Association  and  the  council  of  the  Na- 
tional Industrial  Traffic  League. 

Uniformity  in  handling  concealed  loss  and  damage  claims. — 
The  matter  of  uniformity  regarding  concealed  loss  and  damage 
claims  was  fully  discussed,  complaint  having  been  made  that 
freight  claim  agents  in  some  instances  were  taking  advantage  of 
the  rules  and  refusing  to  investigate  claims,  notwithstanding  the 
agreement  that  the  15-day  clause  should  not  be  invoked  where 
investigation  developed  that  the  loss  occurred  with  the  carriers. 
The  freight  claims  division  on  behalf  of  their  association  stated 
that  no  freight  claim  agent  had  the  right  under  the  agreement 
to  refuse  to  investigate  a  claim  simply  because  it  was  not  pre- 
sented within  the  15-day  limit. 

Concealed  loss  and  damage  claims  on  import  shipments. — 
The  matter  of  concealed  loss  and  damage  claims  on  import  ship- 
ments was  also  fully  discussed,  and  in  view  of  the  character  of 
such  shipments,  and  the  difficulty  in  arriving  at  a  basis  for  the 
settlement  of  claims,  it  was  suggested  that  this  matter  had  been 
carried  out  as  far  as  possible  and  we  recommend  that  it  be 
dropped. 

Proposed  revision  of  standard  forms  used  in  preparing  loss 
and  damage  and  overcharge  claims. — Since  our  last  meeting  we 
have  had  a  number  of  complaints  from  our  members  covering 
the  question  of  a  revision  of  the  standard  form  of  loss,  damage  and 
overcharge  claims,  and  the  question  of  furnishing  an  invoice  in 
connection  therewith.  The  freight  claims  division  took  the  posi- 
tion that  an  invoice  in  a.  commercial  transaction  is  usually  the 
best  evidence  of  value,  although  it  might  be  varied  from  in  par- 
ticular cases.  The  freight  claims  committee  of  the  League  agreed 
with  this  conclusion. 

Proper  Preparation  of  Claims. — There  have  been  fewer  com- 
plaints within  the  past  few  months  regarding  delays  in  settlement 
of  claims,  and  there  is  evidently  more  of  a  disposition  on  the 
part  of  the  railroads  to  handle  these  claims  more  promptly  than 
in  the  past.  Our  members  are  urged  to  see  that  all  claims  are 
complete  and  properly  supported  before  filing,  as  a  great  deal 
of  unnecessary  correspondence  and  delay  can  be  avoided  by  taking- 
this  precaution  in  the  first  instance. 

Claim    Prevention 

The  report  of  the  special  committee  on  claim  prevention  was 
adopted  as  read  by  E.  W.  Morgan,  chairman,  and  was  followed 
by  short  addresses  by  Col.  B.  W.  Dunn,  manager  of  the  Bureau 
of  Explosives,  Fred  E.  Winburn,  of  the  freight  claim  division 
of  the  American  Railway  Association,  and  W.  H.  Canavon,  of 
the  Chicago  post  office.  These  gentlemen  all  spoke  on  the  per- 
fect package  campaign  now  being  conducted  and  asked  the  co- 
operation of  the  League.  President  Chandler  responded  by  ask- 
ing these  gentlemen  to  secure  like  co-operation  from  their  em- 
ployes. He  particularly  stressed  the  necessity  for  the  adoption 
of  a  policy  on  the  part  of  the  railroads  to  instruct  station  agents 
not  to  accept  packages  which  do  not  conform  to  the  classifica- 
tion standards  in  packing  requirements.  The  report  of  the  claim 
prevention  committee  was  as  follows: 

The  committee  on  claim  prevention,  created  for  the  purpose  of 
co-operating  in  the  development  of  the  new  shipping  container 
bureau  of  the  American  Railroad  Association,  held  its  first  and 
organization  meeting  at  Chicago  on  September  26.  The  American 
Hallway  Association  has  recently  established  a  shipping  container 
bureau  for  the  purpose  of  studying  defects  in  present  methods 
of  constructing  shipping  containers  and  to  propose  improvements 
or  new  specification.-!  therefor  which  it  Is  hoped  by  them  will  add 


Mifflclent  security    '  h.  nv\    louses   now   Incurred   throiiKh 

Hint  I    i:     W.    I  num.   manager  of   the   Bureau  of  1 

plosives   at    Ncv  ity.    ha«    been   charged    with   the    ronponn 

blllty  of  accomplishing  tin-He   result*  and   ban  asked  the  National 
Industrial   Traffic   League    for    their   co-operation    In    the    work 
investigation,   HO   far    MS   is   consistent.      It   la   proponed    by   (  olonel 
luinn   to  choose   a   number  of  technical    men   representing  varlo 
industries   and   box   manufacturers   or   box    association!.     The    I 

diistries    whom    he    hopes   to   have    represented    tbose    wh< 

shipments,  according  to  records.   t.< ••  MI   in   require   additional  sect 
Ity  and  protection  .-iL-.-iiiiHt   losses  and  damage   resulting   in  freight 
claims.      With    these   technical    engineers   It   Id   proposed    to    forn 
committee   through    which   investigations  and   proponaln  are    to   ti 
made. 

As   far  as   investigation  Koen.   our  committee  ,.,,  claim   prey  n 
tlon   has  offered   Its  assistance,    but    of  course   does   not  attempt 
agree    to    anything    other    than    investigation     Itself, 
acceptance  of  any  proposals  or  specifications  arc.  of  course,  nati 
rally    for    such    Industries   aa    are    Involved,    to    decide    for    then 
selves.     It  is  understood  that  the  present  function  of  the  L«agt 
committee    on    claim    prevention,    is    purely    to    aaslat    In    locatli 
weak   spots   In    transportation   whether  with    the    shipper   or   cai 
rler   and    in    this    respect   your    committee    solicits    the    assistance 
and  suggestions  of  every  member  of  the  League. 

Additional  activities  have  developed  along  other  lines  of  claim 
prevention  since  this  committee  was  formed,  but  none  of  Its  work 
has  as  yet  taken  such  form  as  to  warrant  making  definite  pro- 
posals In  any  direction. 

A  supplementary  report  of  the  claim  prevention  committee 
was  also  adopted,  as  follows: 

The  investigations  of  your  committee  have  developed  an  ap- 
parent lack  of  authority  that  can  be  invoked  in  the  direction  of 
securing  the  active  and  hearty  co-operation  of  railroad  officials 
and  local  agents  in  this  matter  of  claim  prevention.  Industry 
cannot  and  should  not  bear  all  the  burden  of  effort  in  these  con- 
servation matters. 

There  seems  to  be  a  lamentable  lack  of  what  may  be  termed 
"a  point  of  contact"  within  railroad  circles — that  is  to  say,  there 
is  an  apparent  lack  of  unity  of  purpose  as  between  the  traffic  and 
operating  ends  of  the  carriers,  and  it  is  the  belief  of  your  com- 
mittee that  proper,  affirmative  and  positive  influence  in  this  re- 
gard can  emanate  only  from  the  source  of  highest  railroad 
authority. 

Your  committee  therefore  recommends  that  the  executive 
committee  of  this  League  bring  such  influence  to  bear  on  trans- 
portation executives  as  will  create  "points  of  contact"  in  trans- 
portation circles,  through  which  will  be  exerted  a  quality  of 
authority  to  carry  to  a  successful  conclusion  the  co-operative 
principles  which  your  committee  believes  essential  to  the  proper 
conduct  of  this  work. 

Secretary  Beek  read  a  short  report  of  the  first  meeting  of 
the  new  board  of  directors,  which  had  taken  place  at  the  noon 
recess.  He  announced  that  the  following  executive  committee 
had  been  chosen:  Chairman,  H.  C.  Barlow,  Chicago;  vice-chair- 
man, J.  M.  Belleville,  Pittsburgh;  F.  P.  Bentley,  Chicago;  W.  S. 
Creighton,  Charlotte,  N.  C.;  R.  M.  Field,  Peoria,  111.;  J.  P. 
Haynes,  Sioux  City;  F.  S.  Reiser,  Duluth,  Minn.;  J.  C.  Lincoln, 
New  York;  Herman  Mueller,  St.  Paul;  U.  S.  Pawkett,  San 
Antonio,  Tex.;  R.  W.  Poteet,  New  Britian,  Conn.;  C.  D.  Mowen. 
Ft.  Smith,  Ark.;  J.  S.  Davant,  Memphis;  R.  L.  French,  Bridge- 
port, Conn.;  Carl  Giessow,  New  Orleans. 


LEAGUE'S    LEGISLATIVE    PROGRAM 

The  Report  of  the  special  committee  on  legislation  (Frank 
T.  Bentley,  chairman)  of  the  National  Industrial  Traffic  League, 
as  revised  by  the  executive  committee  and  presented  to  the 
League  at  its  annual  meeting  in  Chicago  November  9,  was  as 
follows: 

Immediately  following  the  May  meeting  of  the  League  at  Cleve- 
land, Ohio,  this  committee  sent  out  special  requests  to  the  traffic 
representatives  of  all  of  the  principal  chambers  of  commerce  and 
boards  of  trade  In  the  United  States  and  also  the  leading  industrial 
traffic  representatives  composing  the  membership  of  the  League,  ad- 
vising them  of  the  appointment  of  this  committee  and  of  its  purpose 
to  Investigate  the  operation  and  effect  of  the  transportation  act  of 
1920,  as  well  as  other  regulatory  legislation  with  respect  to  common 
carriers  and  to  make  report  and  recommendations  as  to  suggested 
changes. 

The  parties  addressed  were  requested  to  give  the  benefit  of  their 
observations  and  suggestions,  and  individual  members  of  the  com- 
mittee likewise  made  inquiry  along  various  lines  to  obtain  the  ideas 
and  suggestions  of  shippers,  railroad  executives  and  operatives.  The 
committee  has  made  a  careful  study  of  the  numerous  suggestions 
which  have  been  presented  and  has  exchanged  views  from  time  to  time 
with  respect  thereto  since  the  early  days  of  June. 

At  the  outset  it  seemed  to  be  the  consensus  of  opinion  among 
many  of  those  addressed  that  the  transportation  act  of  1920  had  not 
been  in  effect  for  a  sufficient  length  of  time  to  warrant  the  committee 
to  draw  conclusions  as  to  the  merits  or  demerits  thereof.  There  were 
certain  basic  criticisms  as  to  certain  features  of  the  act  which  were 
generally  voiced  by  the  majority  of  those  addressed.  With  these 
criticisms  in  view  the  committee  has  carefully  studied  and  followed 
the  operation  of  the  law  and  the  development  of  public  sentiment 
during  the  past  five  months,  during  which  time  the  developments 
have  become  so  Important  as  to  enable  It  to  arrive  at  some  con- 
clusions as  to  needed  legislation,  clarifying  in  some  cases  and  chang- 
ing in  other  cases,  the  present  regulatory  laws. 

The  transportation  act  was  encumbered  with  numerous  provisions 
made  necessary  by  the  emergencies  of  the  war  as  well  as  the  gov- 
ernment operation  of  the  carriers,  which  continued  until  terminated 
by  the  provisions  of  that  act.  While  the  act  was  compiled  as  the 
result  of  careful  investigation  and  study  it  was  recognized,  not  only 
by  the  committee  of  this  League  which  undertook  to  pass  upon  it, 
but  by  all  classes  of  students,  including  many  of  the  members  of  the 
congress  which  passed  the  measure,  that  revisions  would  become 
necessary  and  that  provisions  were  included  which  under  normal  con- 
ditions would  not  be  satisfactory  to  the  majority  of  the  shipping 
public.  However,  It  was  necessary  that  we  have  a  general  con- 
structive plan  of  legislation,  nnd  that  it  he  put  in  operation  as  quickly 
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as  cossible    and  to  this  end,  the  executive  committee  of  the  League 
decided  by  a  narrow  majority  to  endorse  the  act  as  finally  introduced. 

Generally  speaking,  the  transportation  act  has  demonstrated  its 
importance  and  efficacy  in  solving  many  of  the  difficult  problems  of 
transportation  This  committee  has  only  found  a  few  features  which 
in  itl  judgment  should  at  this  time  be  changed;  but  some  of  these  are 
of  basic  importance.  The  future  operation  of  the  bill  may  justify  the 
League  in  proposing  further  changes  or  additions  but  for  the  present, 
this  committee  has  sought  to  confine  its  recommendations  to  those  cases 
where  some  urgent  necessity  seems  to  dictate  the  change.  For  the  most 
part  it  has  avoided  the  recommendation  of  additional  regulation  of 
common  carriers,  and  on  the  contrary  has  recommended  the  elimina- 
tion of  several  features  which  require  additional  regulation  and  which 
have  been  productive  of  discontent.  It  has  sought  to  take  from 
rather  than  to  add  to  the  present  common  carrier  law. 
1.  The  Six  Per  Cent  Clause. 

The  League  has  always  stood  four-square   against  legislation  by- 


unfettered  by  hidebound  rules.  The  action  of  congress  in  prescribing 
the  6  per  cent  clause  demonstrates  the  futility,  if  not  the  danger,  of 
such  action.  It  was  thought  by  some  that  this  rule  of  rate-making 
would  be  the  panacea  for  the  evils  which  beset  the  railroads,  and 
would  immediately  stabilize  their  investments  and  assure  the  public 
of  the  benefit  of  their  necessary  functions,  but  in  this  we  have  all  been 
disappointed.  Not  only  has  it  been  productive  of  much  litigation 
because  of  its  having  been  construed  to  give  complete  power  over 
intrastate  rates,  but  it  has  aroused  so  much  prejudice  against  the 
railroads  of  the  country  that  it  has  worked  to  their  detriment  rather 
than  to  their  benefit. 

The  railroads  were  entitled  to  a  fair  return  upon  their  investment 
under  the  law  as  it  existed  prior  to  the  act  of  1920.  It  is  the  League  s 
position  that  they  should  be  entitled  to  a  fair  return,  and  the  Com- 
mission is  the  tribunal  which  has  the  power  to  fix  the  rates  so  as  to 
yield  such  return,  subject  to  the  check  on  the  part  of  the  federal 
courts  to  overrule  such  action  of  the  Commission  if  it  becomes  con- 

°°\'he  committee  believes  it  is  the  desire  of  the  Commission  and  the 
shippers  that  the  railroads  be  permitted  to  prosper,  because  they  are 
essential  to  the  welfare  and  prosperity  of  the  nation,  and  it  is  realized 
that  any  general  rate  adjustment  will  enable  some  carriers  to  prosper 
more  greatly  than  others.  When  they  do  so  prosper  they  should  have 
the  benefit  of  it,  and  the  committee  is  opposed  to  the  socialistic  prin- 
ciple of  the  recapture  of  excess  earnings,  whereby  the  earnings  of 
one  carrier  may  be  taken  from  it  and  applied  directly  or  indirectly 
to  the  betterment  of  others.  Such  a  precedent  in  legislation  is  most 
dangerous,  and  may  be  followed  by  legislation  which  will  be  disas- 
trous to  other  lines  of  business 

It  is  therefore  recommended  that  section  15a  be  repealed. 

2.    Jurisdiction  Over  Intrastate  Rates. 

It  may  be  safely  said  that  it  was  not  the  understanding  of  the 
members  of  the  League  that  the  transportation  act  of  1920  was  in- 
tended to  extend  the  jurisdiction  of  the  Interstate  Commerce  Com- 
mission over  intrastate  rates  to  any  greater  extent  than  had  already 
been  recognized  in  the  decision  of  the  Supreme  Court  in  the  Shreve- 
port  case.  Some  of  the  proponents  of  the  present  act  in  Congress 
have  publicly  stated  that  it  was  not  their  intention  m  voting  for  the 
measure  to  substantially  extend  these  powers  over  intrastate  rates 

The  committee  recommends  that  the  power  of  the  state  regulatory 
bodies  over  common  carriers  be  preserved,  subject  only  to  the  right 
of  the  Interstate  Commerce  Commission  to  remove  unjust  discrimina- 
tion upon  specific  complaints  as  to  specific  rates. 

It  further  recommends  that  no  order  of  the  Interstate  Commerce 
Commission  as  to  the  removal  of  such  discrimination  should  be  per- 
mitted to  have  the  effect  of  raising  an  intrastate  rate  until  the  ma 
has  been  presented  to  the  state  regulatory  body  having  jurisdiction 
over  the  state  rates  which  are  alleged  to  be  preferential  and  has  had 
an  opportunity  to  hear  the  question  of  the  reasonableness  of  the 
state  rates  and  until  the  Interstate  Commerce  Commission  has  re- 
viewed the  findings  and  conclusions  of  such  state  regulatory  body 
with  respect  thereto.  Such  provision  should,  of  course,  be  so  drawn 
that  the  refusal  or  failure  of  the  state  regulatory  body  to  act  should 
not  operate  to  prevent  the  Interstate  Commerce  Commissmn  from 
thereafter  prescribing  the  method  by  which  such  discrimination  may 


be  removed. 


3.     Consolidation    of    Railways. 


Section  5  of  the  act  provides  for  the  adoption  of  a  plan  of  con- 
solidation of  railways.  The  committee  believes  tht  every  railroad 
corporation  should  be  considered  as  an  independent  business  insti- 
tution and  should  be  as  free  from  artificial  restraint  as  other  busi- 
ness organizations,  subject  only  to  such  regulation  of  its  public  serv- 
ice as  is  made  necessary  to  preserve  the  free  flow  of  commerce  and 
just  and  reasonable  rates.  Carriers  should  not  only  be  permitted 
to  compete  freely  with  one  another  for  the  commerce  of  the  country 
but  should  be  permitted  to  follow  their  own  business  judgment  with 
respect  to  consolidation  with  any  other  carriers,  subject  only  to  the 
preservation  of  such  competition  and  individuality  as  may  be  in  the 
public  interest. 

While  the  provisions  of  the  statute  giving  the  commission  au- 
thority to  approve  specific  applications  for  proposed  railroad  con- 
solidations are  wise  and  should  be  continued  in  the  law,  the  pro- 
visions contemplating  the  promulgation  by  the  commission  of  a  gen- 
eral plan  of  consolidation  of  all  the  railroads  of  the  country  are 
visionary  and  impractical,  and  will  undoubtedly  result  in  market 
manipulations  to  the  detriment  of  the  investing  public. 

It  is  therefore  recommended  that  subdivisions  4,  5,  6  and  8  of 
section  5  of  the  act  be  repealed,  and  that,  in  lieu  thereof,  the  Inter- 
state Commerce  Commission  be  given  authority  to  authorize  con- 
solidations upon  application  of  the  interested  lines,  provided  that  such 
consolidations,  in  the  judgment  of  the  commission,  will  be  in  the 
public  interest  and  will  not  substantially  lessen  carrier  competition. 

4.    Telegraph,  Telephone   and   Cable   Companies. 

The  law  does  not  expressly  require  telegraph,  telephone  and  cable 
companies  to  print,  file  and  maintain  for  the  use  of  the  public,  the 
tariffs  covering  the  services  performed  by  such  companies.  We  can 
see  no  good  reason  for  making  a  distinction  between  these  and  other 
common  carriers  with  respect  to  this  matter.  Not  only  should  such 
tariffs  be  filed,  but  the  rights  and  liabilities  of  the  carriers  perform- 
ing such  service  should  conform  as  near  as  practicable  to  those  ap- 
plicable to  other  common  carriers. 

It  is  therefore  recommended  that  the  Interstate  Commerce  Act 
be  amended,  so  that  all  of  the  provisions  of  the  act  shall  apply  to 
telegraph,  telephone  and  cable  companies  engaged  in  interstate  com- 
merce, in  so  far  as  the  provisions  are  pertinent  to  such  companies. 
Telegraph  companies  should  be  subject  to  the  Cummins  amendment 
to  the  extent  that  there  should  be  no  limitation  of  liability  for  re- 
peated messages  and  the  commission  should  be  given  the  authority 


to  prescribe  reasonable  limitiations  of  liability  as  to  other  classes  of 
service. 

5.     Suspension    Period. 

The  present  arbitrary  rule  in  Section  15  of  the  act  which  pro- 
hibits the  suspension  of  a  tariff  for  a  longer  period  than  120  days 
is  impracticable  in  many  cases  and  has  already  given  rise  to  subter- 
fuge to  avoid  the  rule  on  account  of  the  impossibility  of  determining 
the  justice  of  proposals  in  such  time.  The  former  law  gave  the  com- 
mission discretion  to  extend  the  time  and  this  right  should  be  re- 

Therefore,  the  committee  recommends  that  the  suspension  period 
be  restored  to  the  period  of  120  days  with  the  power  in  the  com- 
mission to  extend  the  same  for  an  additional  period  of  six  months 
us  was  formerly  provided. 

6.     Claims  Against  the  Director  General. 

Section  206  of  the  transportation  act  governs  the  filing  and  pay- 
ment of  claims  against  the  Director  General.  There  are  now  pending 
bills  extending  the  time  for  filing  of  overcharge  claims  and  it  is  - 
believed  that  these  bills  will  pass.  The  Director  General,  by  advice 
of  his  counsel,  has  refused  or  failed  to  pay  numerous  reparation  orders 
issued  by  the  commission.  At  the  meeting  in  Cleveland,  counsel  for 
the  League  were  authorized  to  draw  an  amendment  to  Section  206 
providing  in  substance,  that  orders  entered  by  the  commission  award- 
ing reparatoin  against  the  Director  General  shall  be  promptly  paid 
by  the  Treasury  Department  without  compelling  the  claimant  to  bring 
suit  thereon.  The  committee  recommends  that  this  action  be  re- 
affirmed. 

7.     Jurisdiction  of  the  Commission  Over  Reparation. 

The  Interstate  Commerce  Commission  has  recommended  in  its 
annual  reports  that  it  be  divested  of  jurisdiction  over  reparation  and 
that  shippers  be  referred  to  the  courts  on  claims  for  damages  re- 
sulting from  the  charging  of  excessive  or  discriminatory  rates.  Such 
questions  seem  to  be  so  closely  related  to  the  subject  of  rate  regulation 
and  the  procedure  before  the  commission  affords  a  method  so  much 
more  satisfactory  to  the  shippers  that  this  committee  recommends 
that  the  League  oppose  taking  this  jurisdiction  from  the  commission 
and  placing  it  in  the  courts. 

8.     Shippers'    Right  of  Appeal. 

W-hile  the  Interstate  Commerce  Act  as  now  in  force  provides  an 
adequate  appeal  by  carriers  to  the  courts  from  any  order  entered 
by  the  commission  fixing  rates  or  awarding  reparation,  the  act  fails 
to  provide  in  any  clear  language,  for  appeal  by  a  shipper  from  a  de- 
cision of  the  commission  believed  to  be  erroneous  in  law  or  entered 
contrary  to  the  evidence  in  the  case. 

The  committee  recommends  that  the  act  be  amended  to  give  to 
shippers  the  same  right  of  appeal  to  the  courts  now  enjoyed  by  the 
carriers. 

9.     Labor    Board. 

When  the  transportation  act,  1920,  was  passed,  the  railroads  were 
being  operated  by  the  government.  Under  its  administration  and 
during  the  emergency  of  the  war,  certain  fundamental  changes  had 
been  made  in  the  method  of  dealing  with  employes  and  also  very 
substantial  increases  had  been  made  in  their  wages.  There  was 
a  general  feeling  on  the  part  of  labor  that  a  sudden  return  of  the 
railroads  to  their  owners  might  be  followed  by  wholesale  reduction 
of  wages  at  a  time  when  cost  of  living  had  very  greatly  increased. 
It  was  also  feared  that  a  sudden  disruption  of  the  agreements  and 
arrangements  between  the  government  and  the  employes  would 
demoralize  the  men  and  seriously  cripple  our  transportation  system. 
The  public  was  more  or  less  in  sympathy  with  such  view.  The  pos- 
sibilities of  such  were  repeatedly  mentioned  before  the  congressional 
committees  and  in  congress.  It  was  therefore  thought  advisable  to 
have  some  statutory  assurance  that  the  grievances  of  labor  could 
be  definitely  decided  by  some  governmental  agency  considreing  these 
temporary  necessities,  and  the  League  did  not  actively  oppose  such 
provisions  of  that  act. 

Your  committee  believes  that,  under  normal  conditions,  legisla- 
tion which  has  a  tendency  to  nationalize  industry  is  inimical  to  our 
most  cherished  American  institutions.  There  should  be  some  agency 
which  may  make  an  unbiased  finding  in  order  that  the  public  may  be 
informed  as  to  the  merits  of  any  controversy  between  carriers  and 
their  employes  which  theratens  to  disrupt  commerce;  but  it  does 
not  believe  that  the  freedom  of  contract  should  be  abrogated  in 
order  to  achieve  such  result. 

The  level  of  costs  through  wages  and  'working  conditions  must  de- 
termine the  measure  of  charges  to  be  made  to  the  public  and  the 
charges  which  are  made  to  the  public  must  in  turn  determine  the  free- 
dom of  the  flow  of  commerce  and  prosperity  of  the  nation.  The  com- 
mittee does  not  believe  that  any  governmental  body  should  be  inter- 
posed between  the  carriers  and  their  employes  which  would  destory 
the  freedom  of  contract  but  each  line  should  be  left  free,  as  far  as 
possible,  to  work  out  its  own  affairs  with  its  own  employes.  On  the 
other  hand,  labor  is  entitled  to  receive  just  and  reasonable  wages  for 
the  services  performed  and  the  committee  believes  that  the  American 
public  will  demand  that  labor  receive  adequate  compensation  and 
fair  and  reasonable  treatment  provided  that  the  public  may  have  an 
agency  whereby  it  may  be  fully  informed  as  to  the  facts  in  any  con- 
troversy between  carriers  .and  employes.  An  agency  to  hear  and 
determine  such  facts  and  conditions  and  give  them  to  the  public, 
should  therefore  be  maintained.  Such  may  properly  be  the  function 
of  the  labor  board. 

The  committee  therefore  advocates  that  the  labor  board  should 
be  an  unbiased,  independent  agency> — not  constituted  of  persons  di- 
rectly interested  in  the  controversies — and  that  it  should  have  the 
right  to  hear  important  controversies  and  inform  the  public  as  to 
the  merits  or  demerits  thereof.  It  is  of  profound  importance  that 
the  public  be  advised  of  the  issues  in  any  serious  controversy  be- 
tween a  railroad  and  its  employes  and  the  light  of  publicity,  to- 
gether with  the  judgment  and  opinion  of  an  unbiased  labor  board, 
would  be  a  compelling  influence  in  preserving  the  functions  of  the 
transportation  system. 

To  this  end  the  special  legislative  committee  recommends  the 
amendment  of  title  3  of  the  transportation  act,  1920,  to  provide  sub- 
stantially as  follows: 

First:  The  labor  board,  instead  of  consisting  of  three  representa- 
tives each  of  the  carriers,  the  employes  and  the  public,  to  consist 
of  five  public  representatives  to  be  appointed  by  the  President  and 
confirmed  by  the  senate. 

Second:  The  functions  of  the  labor  board  shall  be  to  consider 
the  issues  involved  in  such  disputes  between  carriers  and  their 
employes  as  may  be  brought  before  it  in  the  manner  hereinafter 
described  and  to  make  public  its  findings  and  recommendations  with 
respect  thereto,  in  order  that  the  public  may  be  informed  with  respect 
to  the  justice  of  such  labor  dispute  and  to  the  end  that  there  may 
be  a  better  understanding  between  employes  and  carriers  and  thus 
avoid  labor  disturbances. 

Third:  At  the  written  request  of  any  carrier,  or  a  prescribed 
number  of  employes  thereof,  the  board  shall  hear  any  dispute  or 
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grievance  as  to  wages,  salaries,  rules  or  working  conditions  with 
respect  to  such  employes,  and  not  only  shall  tho  representatives  of 
such  carrier  and  Its  employes  be  entitled  to  be  heard  by  the  board 
but  also  any  representatives  of  shippers  or  organizations  or  of  the 
public  likely  to  be  affected  thereby.  The  statute  In  prescribing  the 
number  of  employes  necessary  to  sign  a  request  for  a  hearing  should 
be  so  drawn  as  to  prevent  the  submlttal  of  minor  matters  or  In- 
dividual grievances  to  the  labor  board. 

Fourth:  The  act  should  clearly  state  that  the  findings  and  con- 
clusions of  te  Labor  Board  are  not  enforceable  or  binding  on  any 

v  to  the  controversy,  but  simply  represent  an  unbiased  judgment 
as  to  tin'  mi  Tits  of  the  controversy.  In  matters  In  controversy  which 
may  substantially  affect  the  revenues  of  the  carriers  the  Labor  Board 
.-.hall  consult  with  the  I.  C.  O.  before  rendering  its  opinion. 

Kit  Hi :  The  so-called  national  agreements  should  be  abrogated,  and 
ilir  act  should  provide  for  treatment  of  wage  questions  and  working 
nmilitions  by  Individual  carriers  or  individual  groups  of  carriers  under 
tin-  same  management  and  control. 

Sixth:  Adjustment  boards  may  be  established  by  agreement  be- 
tween an  individual  carrier,  or  group  of  carriers  operated  as  a  single 

•  in,  and  any  number  of  employes  thereof  with  such  power  to 
decide  any  dispute  as  the  parties  to  the  agreement  shall  confer  upon 
such  board. 

10.     Anti-Strike    Measures. 

The  right  of  freedom  of  contract  should  apply  to  employes  as 
well  as  employers.  The  committee  is  opposed  to  any  legislation 
designed  to  restrict  the  right  of  any  man  to  quit  distasteful  service, 
hut  it  does  not  recognize  the  right  of  any  man  to  Interfere  with 
another  who  wants  to  work,  paticularly  when  the  work  has  to  do 
with  public  service. 

Therefore,  the  committee  recommends  the  enactment  of  adequate 
legislation  which  will  provide  penalties  for  interference  with  the  move- 
meiit  of  passenger  or  property  In  Interstate  Commerce  or  with  any 
person  engaging  in  or  seeking  to  engage  in  employment  connected 
with  common  carrier  service  or  for  any  conspiracy  to  do  any  of  the 
foregoing  things. 

•11.     Construction  of  New  Railroads. 

The  Interstate  Commerce  Commission  has  construed  paragraphs 
18  to  22  inclusive  of  section  1  of  the  act  as  amended  In  1920,  as  not 
requiring  a  certificate  of  the  Commission  as  to  the  public  convenience 
and  necessity  in  the  case  of  the  projection  or  construction  of  new 
railroads  which  are  not  a  part  of  existing  railroads.  The  committee 
recommends  that  the  Commission  be  given  Jurisdiction  over  constru- 
tion  of  such  new  lines  of  railroads,  independently  owned,  except  that 
where  new  lines  or  new  extensions  are  to  be  located  wholly  within  one 
state  and  have  no  financial  connection  with  any  railroads  located  in 
other  states,  no  such  certificate  shall  be  required. 


SOUTHWESTERN  LEAGUE  MEETING 

At  its  annual  meeting  at  Fort  Worth,  the  Southwestern  In- 
dustrial Traffic  League  went  on  record  as  favoring  the  repeal  of 
section  15-a  of  the  transportation  act  and  recommended  various 
other  modifications,  among  which  the  most  important  was  the 
changing  of  the  act  so  as  to  take  away  from  the  Commission 
the  power  to  change  rates,  fares,  charges,  rules,  or  regulations 
covering  intrastate  traffic  for  the  purpose  of  removing  discrimi- 
nations against  interstate  traffic  until  after  complaint  has  been 
made  that  a  specific  rate,  fare,  charge,  rule  or  regulation  results 
in  a  discrimination  against  interstate  commerce,  such  complaint 
to  be  heard  by  the  railroad  commission  or  regulatory  body  In 
the  state  where  such  discrimination  exists.  If  such  regulatory 
body  declines  to  remove  such  discrimination  or  declines  to  hear 
the  complaint,  then  appeal  should  be  had  to  the  Interstate  Com- 
merce Commission,  the  league  recommended. 

The  addition  to  section  6  of  the  act  of  a  paragraph  requiring 
telegraph  and  wireless  companies  to  file  tariffs;  the  amend- 
ment of  paragraph  7  of  section  15  to  allow  the  suspension  of 
tariffs  for  an  additional  six  months  in  case  the  120  days  pro- 
vided is  not  sufficient;  the  repeal  of  paragraphs  3  and  4  of 
section  13,  concerning  jurisdiction  over  intrastate  rates;  the 
amendment  of  section  24  "to  provide  that  no  member  of  the 
Commission  hereafter  appointed  shall  have  less  than  five  years' 
experience  in  the  handling  of  traffic  and/or  transportation  mat- 
ters," and  the  amendment  of  paragraph  22  of  section  1  so  that 
the  Commission  will  no  longer  have  jurisdiction  over  the  con- 
struction or  abandonment  of  spur,  industrial,  switching,  team,  or 
side  tracks,  located  or  to  be  located  wholly  within  one  state,  or 
of  street,  suburban,  or  interurban  electric  railways,  or  of  any 
intrastate  line  of  railroad  less  than  100  miles  in  length,  were 
some  of  the  other  recommendations  adopted. 

Proposed  legislation  submitted  to  the  members,  which  called 
for  the  passage  of  a  bill  providing  for  the  transference  of  the 
duties  of  the  Labor  Board  to  the  Interstate  Commerce  Com- 
mission; the  passage  of  S-550,  providing  fine  and  imprisonment 
for  any  person  obstructing  interstate  commerce;  and  the  pas- 
sage of  HR-92  and  HR-5216,  requiring  prompt  payment  by  car- 
riers of  loss  and  damage  claims,  was  also  approved. 

The  meeting  expressed  opposition  to  a  great  number  of  bills 
at  present  before  Congress,  including  the  proposal  to  limit  the 
salarips  of  railroad  executives,  the  issuance  of  mileage  books 
and  the  restoration  of  rates  to  the  February  27,  1920.  basis. 

Officers  were  elected  as  follows:  President,  H.  J.  Fernan- 
dez; vice-presidents,  H.  D.  Driscoll,  G.  J.  Vizard,  G.  S.  Maxwell; 
secretary-treasurer,  F.  A.  Leffingwell;  directors,  C.  D.  Mowen, 
E.  P.  Byars,  U.  S.  Pawkett,  F.  E.  Potts,  H.  G.  Struble,  Edgar 
Moulton,  G.  S.  Gibson. 

PETITION    FOR    RECONSIDERATION 

The  Director-General  and  defendant  carriers  have  asked  for 
further  consideration  of  No.  10648.  Gold  Hunter  Mining  &  Smelt- 
ing Co.  vs.  Director-General  et  al.,  and  No.  10648  (Sub  No.  1), 
Consolidated  Interstate  Callahan  Mining  Co.  et  al.  vs.  Director- 
General. 


SENATE  COMMITTEE  HEARINGS 

Tht  Traffic   World   Waihington  Bureau 

The  bearing  before  the  Senate  Interstate  commerce  commit- 
tee on  the  Capper  bills  came  to  a  halt  November  4  when  8.  H. 
Cowan,  who  was  to  resume  his  statement  in  favor  of  repeal  of 
the  rate-making  section  of  the  transportation  act  and  of  the 
labor  provisions  of  the  act,  objected  to  giving  his  views  to 
only  a  few  members  of  the  committee.  The  attendance  of  the 
members,  however,  was  up  to  "normal,"  there  being  26  per  cent 
of  the  membership  present— Senator  Cummins,  Senator  Fernald, 
Senator  LaFollette,  and  Senator  Pittman.  As  during  the  greater 
part  of  the  Cummins'  railroad  investigation,  there  have  been  two 
or  three  or  four  senators  present  most  of  the  time,  and  one  day 
Chairman  Cummins  was  the  only  senator  present. 

The  hearing  was  adjourned  November  7.  Mr.  Benton,  for 
the  state  commissions,  will  have  an  opportunity  to  make  a 
"recapitulation"  before  the  committee.  The  assumption  Is  that 
absent  members  of  the  committee  will  read  the  testimony  of 
witnesses  in  print,  but  the  witnesses  prefer  to  address  the  sen- 
ators orally  and  are  disappointed  when  only  two  or  three 
members  are  present  to  hear  them. 

Restoration  of  the  "full  powers"  of  the  state  commissions 
and  repeal  of  those  provisions  of  the  transportation  act  "which 
attempt  to  force  the  Interstate  Commerce  Commission  to  make 
rates  sufficient  to  produce  a  given  fixed  percentage,  whatever 
that  percentage  may  be,  upon  the  present  value  of  our  railroad 
properties,"  was  urged,  November  7,  by  Clifford  Thorne  as 
general  counsel  for  the  American  Farm  Bureau  Federation. 

"Our  American  plan  of  government  contemplates  a  strong 
national,  central  authority  with  local  self-government,"  said  he. 

"This  dual  system  has  been  tried  out  for  more  than  a 
century.  It  has  such  valuable  features  that  it  is  being  copied 
by  many  of  the  other  great  nations  of  the  earth.  It  makes  it 
possible  for  the  government  to  keep  in  close  touch  with  the 
needs  of  the  people. 

"Prior  to  the  war  this  system  was  given  a  severe 
when  applied  to  industries  engaged  in  interstate  commerce. 
After  a  long  period  of  litigation  the  Supreme  Court  finally  es- 
tablished a  doctrine,  enunciated  in  the  Shreveport  and  Minne- 
sota Rate  cases,  wherein  it  was  held  that  in  case  no  unjust 
discrimination  was  created  the  federal  tribunal  could  not  over- 
throw rates  established  by  state  authority. 

"At  the  close  of  the  war  you  were  urgently  asked  to  make 
certain  modifications  in  the  language  of  the  statute  as  it  then 
existed.  We  earnestly  urged  upon  you  the  wisdom  of  declining 
to  change  that  language.  We  felt  and  we  stated  to  you  that 
any  change,  innocent  and  harmless  though  it  may  appear,  would 
inevitably  be  interrupted  by  others  so  as  to  throw  the  whole 
matter  back  into  the  hands  of  the  courts  for  another  long  period 
of  litigation.  What  was  suggested  at  that  time  has  occurred. 
We  find  the  federal  authority  very  naturally  has  encroached 
upon  the  powers  of  the  states,  in  some  instances  practically  kill- 
ing off  all  jurisdiction  of  the  state  commission.  If  it  is  wise 
to  destroy  this  dual  system  of  our  government  as  to  our  rail- 
roads, is  it  not  also  wise  to  pursue  the  same  policy  as  to  all 
other  lines  of  business?  And  if  that  be  correct,  shall  we  abandon 
this  dual  system  of  government,  which  was  set  up  by  our 
fathers?  The  issue  is  basic,  fundamental  and  far-reaching.  We 
earnestly  petition  you  to  eliminate  from  the  transportation  act 
all  changes  which  have  been  made  affecting  the  relative  powers 
of  the  state  and  federal  tribunals,  restore  the  conditions  as  they 
existed  before  the  war.  If  you  will  do  this,  the  rules  will  be 
well  established  governing  state  regulation  and  federal  regula- 
tion of  our  common  carriers  as  fixed  in  the  statutes  and  as 
interpreted  by  a  series  of  well  considered  opinions  of  the  court 
of  last  resort. 

"We  believe  the  present  effort  of  the  railroads  is  practically 
to  eliminate  the  state  regulation  of  our  common  carriers.  If  that 
policy  shall  be  adopted  as  to  our  railroads,  it  is  only  a  question 
of  time  until  other  forms  of  organized  business  will  accomplish 
the  same  result. 

"The  distinguishing  feature  of  this  form  of  government 
which  was  framed  by  our  forefathers  back  in  the  eighteenth  cen- 
tury, is  the  federal  system,  which  combines  a  great  central 
power  with  local  self-government.  One  serves  as  a  check  against 
the  other.  The  local  government  keeps  in  close  touch  with  the 
needs  of  the  people.  The  central  power  is  able  to  compel  peace 
at  home  and  abroad.  Both  are  essential.  Combined  they  con- 
stitute the  greatest  achievement  of  the  human  race  in  the  science 
of  government.  This  must  be  preserved  for  future  generations. 
A  tendency  towards  too  much  centralization  is  just  as  dangerous 
as  a  tendency  toward  too  much  decentralization.  We  appeal  to 
this  great  committee  to  do  all  that  you  can  In  reason  and  justice 
to  preserve  intact  the  powers  of  the  states. 

"The  fact  that  our  Supreme  Court  has  been  careful  to  avoid 
similar  encroachments  upon  the  jurisdiction  of  state  courts  has 
served  as  a  stabilizing  influence  on  our  whole  American  system 
of  government,  and  it  has  caused  that  tribunal  to  take  rank 
among  the  greatest  on  earth.  May  Us  action  serve  as  a  prece- 
dent, a  guide  to  this  Congress  at  such  a  time  as  this,  when  a 
similar  issue  Is  presented  for  your  consideration. 
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"There  can  be  no  doubt  but  what  the  existence  of  Section 
15-A  on  the  statute  books  has  greatly  retarded  the  readjustment 
of  railroad  rates  in  conformity  with  the  reductions  in  prices 
which  have  been  effected  in  practically  all  other  lines  of  indus- 
try. The  proviso  at  the  end  of  paragraph  (2)  in  that  section 
may  warrant  reductions  on  a  few  commodities;  but  many  have 
a  grave  doubt  whether  the  Commission  has  authority  to  make 
general  reductions  unless  the  railroads  are  earning  their  statu- 
tory rate  of  return.  We  should  have  this  doubt  removed  by  an 
immediate  repeal  of  this  section. 

"Section  15-A  attempts  to  require  the  Interstate  Commerce 
Commission  to  fix  rates  which  will  produce  5%  to  .6  per  cent 
upon  the  present  value  of  our  railroad  properties  until  March  1, 
1922,  after  which  the  Commission  itself  is  called  upon  to  de- 
termine what  that  percentage  shall  be. 

"We  believe  that  any  statutory  enactment  which  attempts 
by  fiat  of  government  to  authorize  or  require  charges  in  any 
industry  of  such  a  character  as  to  yield  a  definite  rate  of  re- 
turn above  all  operating  expenses  and  taxes  is  fundamentally 
uneconomic  and  unsound.  There  is  an  ebb  and  flow  in  all  busi- 
ness. By  that  provision  which  you  gentlemen  enacted  last  year 
you  attempted  to  defy  the  forces  of  society  which  have  been 
thousands  of  years  in  developing,  and  your  effort  has  been  a 
failure — it  simply  cannot  be  done.  Such  an  act  of  Congress 
serves  simply  to  confuse  and  befuddle  the  situation.  You  might 
just  as  well  attempt  to  pass  a  law  that  it  shall  not  rain  during 
the  next  thirty  days,  or  that  the  temperature  shall  not  go  below 
the  freezing  point  this  coming  winter.  It  can't  be  done. 

"Every  industry  should  be  permitted  during  prosperous 
times  to  levy  such  charges  upon  the  public  that  it  can  lay  up 
a  surplus  to  tide  it  over  lean  years  and  through  a  crisis  or  an 
emergency  in  business.  That  is  precisely  what  the  Interstate 
Commerce  Commission  has  attempted  to  do  during  the  past 
thirty  years  of  railroad  regulation.  The  last  official  reports  of 
the  Commission,  compiled  from  the  sworn  reports  of  the  rail- 
roads themselves,  show  that  American  railroads  have  a  total 
accumulated  surplus  of  more  than  one  billion  eight  hundred 
million  dollars.  And  further  that  they  added  to  their  surplus 
last  year  alone  above  all  operating  expenses  and  above  all  taxes, 
and  all  interest  and  dividends  that  were  declared,  the  tidy  sum 
of  one  hundred  twenty-nine  million  dollars.  During  the  thirty 
years  of  federal  and  state  regulation  of  our  common  carriers 
there  was  a  steady,  constant  improvement  in  their  physical  and 
financial  condition.  We  have  built  up  the  greatest  railroad  sys- 
tem on  earth.  The  railroads  in  the  country  as  a  whole  were 
earning  in  1917  practically  double  the  amount,  per  mile  of  line 
which  they  did  back  in  1890  when  the  Interstate  Commerce 
Commission  was  commencing  its  labors.  The  railroads  as  a 
whole  in  the  United  States  in  1917  were  earning  a  rate  of  re- 
turn on  their  capital  stock  outstanding  almost  double  that  which 
they  earned  when  regulation  by  this  government  commenced. 
During  that  thirty  years  the  net  income  of  American  railroads, 
above  all  operating  expenses  and  above  all  taxes,  had  trebled 
in  amount.  In  1917  American  railroads  were  earning  a  rate  of 
return  upon  all  the  capital  outstanding  in  the  hands  of  the  pub- 
lic almost  double  the  average  earned  in  England.  Our  Supreme 
court  had  declared  that  in  case  of  conflict  between  the  state 
and  interstate  commerce  commissions,  the  findings  of  the  fed- 
eral tribunal  must  prevail,  if  any  unjust  discrimination  was 
created  against  interstate  commerce. 

"The  principles  controlling  the  regulation  of  our  carriers 
had  been  gradually  evolved  through  a  long  series  of  careful 
opinions  rendered  by  the  Interstate  Commerce  Commission  and 
by  our  courts.  The  railroads,  somewhat  impatient  with  not 
being  able  to  get  all  they  wanted,  undertook  at  the  beginning 
of  the  war,  and  again  at  the  close,  to  make  some  radical 
changes.  We  believe  they  were  fundamentally  in  error  and  we 
now  earnestly  urge  a  restoration  of  the  law  to  substantially  the 
same  condition  in  which  it  existed  before  this  upheaval  oc- 
curred in  government  and  in  industry,  growing  out  of  the  World 
War. 

"  'Back  to  normalcy'  should  apply  to  Congress  as  well  as  to 
business." 

Mr.  Thome  concluded  his  testimony  November  8  with 
a  discussion  relating  almost  wholly  to  the  question  of  valuation 
of  carrier  property  for  rate-making  purposes.  He  said  the  par 
value  of  railroad  securities  in  1920  was  approximately  17  bil- 
lions and  that  their  market  value  was  12  billions  and  that  the 
Commission  had  put  a  value  of  $18,900,000,000  on  the  property  of 
the  carriers  in  Ex  Parte  74,  or  nearly  $2,000,000,000  more  than 
the  par  value  and  nearly  $7,000,000,000  more  than  the  market 
value 

Such  a  condition,  he  said,  makes  one  "almost  tremble  for 
the  future  of  organized  business."  He  declared  the  public 
had  paid  reasonable  rates  to  the  railroads,  had  helped  the 
railroads  to  build  up  their  properties  and  then  was  expected 
to  pay  a  return  on  that  property.  He  said  the  valuation  in 
Ex  Parte  74  had  been  forced  by  section  15-a. 

"If  that  valuation  is  going  to  stand,"  said  he,  "there  is  a 
burden  for  all  time  to  come  we  must  take  care  of." 

The  culmination  of  the  effort  of  the  railroads  to  raise  rates 
was  reached  in  1920,  Mr.  Thorne  said.  Prior  to  1921,  he  said, 
the  roads  had  followed  a  policy  of  keeping  rates  down  with 


the  result  that  their  revenues  were  increased.  From  that 
time  on,  however,  he  said,  there  was  a  change  in  policy.  He 
said  it  would  have  been  better  for  the  railroads  and  the  public 
if  they  had  not  changed  their  policy. 

Railroad  operating  expenses  must  be  reduced  and  railroad 
labor  must  share  in  that  reduction,  he  said,  adding,  however, 
that  railroad  labor  had  already  shared  to  the  extent  of  about 
$400,000,000,  and  that  half  a  million  railroad  employes  had  been 
discharged.  He  said  it  probably  would  not  be  wise  to  attempt 
to  restore  prices  and  costs  to  a  pre-war  basis  and  that  it  might 
be  well  to  stop  at  from  20  to  30  per  cent  above  that  level. 

"I  believe  the  railroad  executives  have  concluded  they 
must  share  in  this  reduction,  although  a  few  months  ago  they 
did  not  take  that  view,"  said  he.  "Section  15-a  is  the  great- 
est stumbling  block  in  the  way.  It  gave  the  executives  the 
wrong  slant  and  it  gave  the  Commission  the  wrong  slant." 

As  to  the  Commission,  he  said,  its  views  had  been  cor- 
rected as  evidenced  by  its  decision  in  the  grain  case  which  he 
said  was  "epoch-making"  and  "a  wise  decision."  He  expressed 
the  hope  that  this  decision  was  a  forerunner  of  similar  deci- 
sions as  to  all  basic  industries.  He  asked  why  the  govern- 
ment, through  the  Commission,  could  not  see  to  it  that  the 
railroads  participate  in  the  readjustment.  Conditions  were 
so  different  when  the  transportation  act  was  passed  from  what 
they  are  now,  he  said,  and  he  said  he  hoped  Congress  would  see 
its  way  clear  to  repealing  the  rate-making  section  and  to  restore 
to  the  states  their  control  over  intrastate  commerce. 

Mr.  Thorne  said  the  railroads  had  been  earning  lately  4  or 
5  per  cent  but  that  they  had  said  this  was  made  possible  by 
slashing  maintenance.  He  did  not  believe  that  the  facts  justi- 
fied that  claim.  Taking  up  the  number  of  bad  order  cars,  he 
said  that  they  were  about  double  what  they  were  a  year  ago 
but  that  also  the  number  of  home  cars  on  home  roads  were 
from  two  to  five  times  what  it  was  a  year  ago  and  that  that 
was  important  in  reference  to  the  carriers'  claims  as  to  the 
slashing  of  maintenance.  He  said  the  test  of  declaring  a  car 
in  bad  order  on  a  home  road  was  different  from  the  test  when 
that  car  was  on  a  foreign  line.  He  contended  home  cars  would 
be  declared  in  bad  order  when  on  the  home  road  where  they 
would  not  be  when  in  service  on  a  foreign  road.  He  also 
contended  that  the  expenditures  for  maintenance  had  remained 
almost  constant  since  1914.  Senator  Cummins  said  the  roads 
in  the  year  ended  July,  1921,  had  spent  about  $100,000,000  less 
in  transportation  expenses  than  in  the  preceding  year. 

The  witness  said  he  did  not  desire  to  leave  the  impression 
that  he  believed  the  roads  should  be  undermaintained  or  that 
they  should  not  have  adequate  revenue,  but  he  said  they  must 
reduce  their  costs  and  that  railroad  labor  must  help  the  roads 
to  reduce  costs.  He  also  said  the  power  of  the  state  commis- 
sions should  be  restored  so  that  they  could  act  as  a  check  on 
the  Commission.  Prior  to  the  enactment  of  the  transporta- 
tion act,  he  said,  the  Commission  had  functioned  as  "a  great 
tribunal."  It  was  possible,  however,  he  said,  for  the  Commis- 
sion to  "go  wrong." 

Cowan  Talks  to  Small   House 

S.  H.  Cowan  reappeared  November  9  and  completed  his 
statement  relative  to  the  repeal  of  section  15-a  and  to  the  restora- 
tion of  state  control  over  rates.  Only  a  few  members  of  the 
committee  were  present  when  he  began,  but  notwithstanding 
his  protest  at  a  previous  hearing  against  making  his  statement 
before  only  two  or  three  senators,  he  proceeded  with  his  testi- 
mony. Senator  Cummins  said  he  was  chagrined  that  so  few 
members  of  the  committee  were  in  attendance.  Besides  Sena- 
tor Cummins,  Senators  Fernald,  Watson  and  LaFollette  were 
present.  Later,  Senators  Poindexter  and  Stanley  came  in. 

When  Mr.  Cowan  had  completed  his  statement  Senator  Cum- 
mins announced  adjournment  would  be  taken  until  November 
14,  when  the  representatives  of  the  carriers  will  appear. 

Mr.  Cowan  said,  "unhappily  yet  undeniably  we  have  come 
to  the  point  where  a  statutory  rate-making  rule  leaves  the  pub- 
lic and  the  shipper  without  a  remedy." 

"Not  even  the  railroads  can  make  reasonable  rates,  nor  can 
a  single  road  reduce  its  rates,"  said  he. 

Referring  to  conditions  in  the  agricultural  district  of  the 
west  and  southwest,  he  said  the  wonder  was  that  no  relief  was 
proposed  to  reach  the  cause  of  the  lessened  traffic,  unemployment, 
higher  cost  of  living  and  the  paralysis  of  "our  great  bankrupt 
live  stock  and  farming  business,  and  crippled  condition  of 
most  industries." 

"The  cry  is,  loan  us  some  money,  help  us  float  more  obliga- 
tions and  paraphrasing  the  Lord's  prayer,  'forgive  us  our  debts,'  " 
said  he,  adding  that  the  conditions  referred  to  were  merely 
indicative  of  the  havoc  wrought  by  the  arbitrary  rate-making 
rule  of  the  transportation  act. 

"The  railroads  must  stand  their  share  and  it  should  be  by 
reducing  rates  and  increasing  traffic  rather  than  reducing  traffic 
by  high  rates  to  bankrupt  patrons,"  he  continued  "These  ex- 
orbitant rates  must  be  reduced.  There  is  no  other  remedy." 

Cowan  asserted  further  that  the  cost  of  living  could  not 
be  reduced  to  a  proper  level  until  the  rates  permit  "the  abun- 
dance of  production  to  reach  markets  of  consumption  at  reason- 
able rates,  thus  stimulating  competition.  That  will  reduce  cost 
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n!  living,  and  in  turn  wages  may  be  brought  to  a  proper  level 
ami  units  of  cost  on  units  of  the  greater  abundant  traffic  de- 
creased." 

The  claim  that  section  15-a  provided  a  rule  of  rate-making 
for  revenue  purposes  only  was  stressed  by  Cowan.  He  said  the 
Commission  in  Ex  Parte  74  had  Ignored  the  fundamental  prin- 
ciple that  rates  must  be  reasonable  to  the  shipper  for  the  serv- 
ice performed. 

Discussing  the  Commission's  action  In  Ex  Parte  74,  he  said 
MI  UK'  threshold  of  administering  the  transportation  act  the 
mistake  was  made  in  an  attempt  to  produce  the  revenue  and 
then  to  declare  that  rates- so  made  were  reasonable. 

"This  construction,"  said  he,  "upset  the  whole  fabric  of  the 
act  to  regulate  commerce  in  its  fundamental  design  to  protect 
the  shipper  against  unreasonable  rates." 

The  conclusions  reached  by  the  Commission  in  Ex  Parte  74, 
he  said,  ignored  the  individual  shipper  or  group  of  shippers 
with  regard  to  their  right  to  reasonable  rates. 

"What  is  a  reasonable  rate  in  your  opinion?"  asked  Senator 
Watson. 

"A  reasonable  rate  under  the  present  situation  is  the  highest 

the  traffic  will  bear  and  move  traffic  freely,"  replied  Cowan. 

The  senator  asked  whether  there  was  not  a  question  of  the 
carrier  getting  sufficient  revenue  to  operate  involved.  Cowan 
replied  that  if  the  roads  could  not  get  traffic  they  would  have 
no  revenue  at  all. 

"To  restore  prosperity  commerce  has  got  to  move,"  said 
Cowan,  "and  with  railroad  expenses  where  they  are,  it  has  to 
move  under  the  highest  rates  it  will  bear." 

Senator  Cummins  said  he  did  not  think  the  government 
could  compel  a  railroad  to  do  business  for  nothing.  He  said  if 
the  point  had  been  reached  where  the  business  of  the  country 
could  not  pay  the  necessary  charges  for  transportation,  then 
the  time  had  arrived  when  the  government  must  own  the  rail- 
roads and  supply  whatever  deficiency  there  might  be  from  the 
public  treasury.  Cowan  said  it  looked  as  if  things  were  moving 
in  that  direction. 

Chairman  Cummins  said  there  was  nothing  in  the  trans- 
portation act  to  prevent  the  Commission  from  examining  every 
rate  it  might  prescribe  under  section  15a;  that  the  Commission 
had  not  been  directed  to  make  a  horizontal  increase  and  that 
it  had  -not  been  directed  to  make  rates  all  the  same  in  one  group. 
Cowan  contended  that  section  15a  recognized  the  fact  that  all 
railroads  in  a  given  group  were  entitled  to  an  "aggregate  earn- 
ing of  a  certain  per  cent."  He  declared  there  was  "no  such 
thing  as  a  reasonable  rate  in  the  aggregate,  but  that  was  the 
standard  adopted  by  the  Commission  in  Ex  Parte  74." 

"It  may  be  laid  down  as  fundamental  that  the  true  value 
for  rate-making  purposes  is  to  be  found  by  what  railroads  can 
earn  on  reasonable  rates  and  no  fair  value  for  rate-making  pur- 
poses can  be  determined  by  what  the  railroad  owes,  is  bonded 
for  or  the  par  value  of  its  stock,"  he  said.  "The  fatal  mistake 
was  made  by  the  Commision  in  taking  as  a  value  a  sum  far  in 
excess  of  the  aggregate  par  value  of  stocks  and  bonds.  It  would 
have  shocked  the  conscience  of  a  profiteer,  but  Congress  blindly 
lets  the  people  suffer  for  it." 

Cowan  declared  the  scheme  of  rate  making  in  section  15a 
"shifts  to  the  public  the  misfortune  of  any  exorbitant  wages, 
excessive  costs  of  supplies  and  materials,  waste  and  profligacy 
in  management,  bad  judgment,  unwise  adventures  and  misad- 
ventures of  railroad  building  or  manipulation,  and  makes  the 
public  guarantee  five  and  one-half  per  cent  net  after  paying 
taxes."  . 

"The  best  that  could  be  done  in  the  first  instance  is  to 
repeal  section  15-a  and  leave  the  Commission  to  prescribe  rates 
according  to  its  sound  judgment,  according  to  the  facts  and 
circumstances  of  the  case  where  shippers  and  the  public  have 
a  tribunal  to  whom  all  can  go  to  submit  to  its  judgment  the 
controversy  and  abide  by  that,"  said  he. 

Cowan  argued  that  if  the  roads  were  to  be  guaranteed  any- 
thing, such  guaranteeing  should  be  done  by  the  nation  and  not 
by  the  shipping  public  He  again  urged  abolition  of  the  Labor 
Board  and  indicated  he  would  favor  giving  the  Commission 
power  over  wages. 


VALUATION    BILL   HEARING 

A  hearing  will  be  held  before  the  House  committee  on 
interstate  and  foreign  commerce  November  15  on  the  so-called 
valuation  bill  which  would  relieve  the  Commission  from  ascer- 
taining and  reporting  the  cost  of  reproduction  of  carrier  lands. 
Hearings  on  this  measure  have  been  held  heretofore  before  the 
interstate  commerce  committees  of  both  branches  of  Congress. 


TIME  FOR  FILING  CLAIMS 

Representative  Winslow,  chairman  of  the  House  commit- 
tee on  interstate  and  foreign  commerce,  said  November  8  that 
Senate  Bill  No.  621,  relating  to  extension  of  time  for  filing  with 
the  Commission  straight  overcharge  claims  against  the  Railroad 
Administration,  probably  would  be  considered  by  the  com- 
mittee in  the  near  future.  This  bill  was  passed  by  the  Senate 
June  11.  It  would  permit  the  filing  of  claims,  which  are  now 
barred  by  the  Railroad  Administration,  up  to  March  1,  1922. 


REDUCED  PASSENGER  FARES 

Thi  Traffic   World   Wuhington  Burtau 

Senator  McKellar,  of  Tennessee,  has  failed  in  an  effort  to 
get  the  Senate  to  tack  onto  the  tax  revision  bill  an  amendment 
to  the  interstate  commerce  act  providing  for  the  issuance  by  the 
railroads  of  2,000-mile  passenger  tickets  at  the  rate  of  2%  cent* 
a  mile.  He  said  he  had  introduced  a  bill  on  the  subject  more 
than  a  year 'ago,  that  other  senators  had  Introduced  similar 
measures,  and  that  a  hearing  had  been  held  before  a  subcom- 
mittee of  the  Senate  interstate  commerce  committee  but  that 
nothing  had  come  of  these  efforts  to  get  mileage  books  at  re- 
duced rates.  The  proposed  amendment  was  opposed  on  the 
ground  that  it  was  not  in  order. 

The  senator  had  modified  his  amendment  to  provide  that 
it  should  apply  only  to  roads  engaged  in  Interstate  commerce 
because  he  said  there  was  some  question  about  the  constitu- 
tional right  of  Congress  to  deal  with  rates  on  intrastate  com- 
merce. 

"Every  railroad  in  the  United  States,  so  far  as  I  know,  is 
engaged  In  interstate  commerce,"  interjected  Senator  Cummins. 
"No  matter  how  short  it  may  be,  it  carries  or  originates  car- 
riage which  may  terminate  outside  the  state.  That  is  true  of 
both  passenger  and  freight,  and  of  all  such  carriers  the  Inter- 
state Commerce  Commission  has  jurisdiction.  The  question  in 
dispute  is  a  very  grave  one,  and  is  a  question  upon  which  we 
are  now,  and  have  been  for  more  than  10  days,  holding  hear- 
ings, in  view  of  an  effort  being  made  in  certain  bills  which  have 
been  introduced  to  repeal  certain  parts  of  the  transportation 
act  which  are  claimed  to  have  extended  the  jurisdiction  of  the 
Interstate  Commerce  Commission  over  intrastate  commerce.  I 
take  it  that  it  can  not  be  claimed  that  Congress  has  any  power 
to  give  the  Interstate  Commerce  Commission  or  any  power  to 
exercise  for  itself  the  authority  to  recognize  a  purely  intrastate 
rate.  There  must  be  some  association  of  the  state  rate  with  an 
interstate  rate  in  order  to  bring  it  within  the  authority  of  Con- 
gress, and  very  plainly  one  part  of  the  amendment  proposed  by 
the  senator  from  Tennessee  would  attempt,  at  least,  to  assume 
Federal  jurisdiction  over  state  passenger  rates  no  matter  how 
disconnected  they  might  be  with  interstate  commerce. 

"I  can  not  conceive  of  circumstances  under  which  a  rate 
between  two  towns  10  miles  apart  in  the  state  of  Tennessee 
would  affect  interstate  commerce,  unless  we  are  willing  to  go 
to  the  length  of  saying — and  this  is  one  of  the  very  questions 
now  being  considered  by  the  Supreme  Court  in  a  case  yet  to  be 
decided— that  state  rates,  no  matter  whether  they  are  connected 
with  or  whether  they  affect  interstate  commerce  in  any  way  at 
all  or  not,  can  be  controlled  by  the  federal  government  in  order 
to  insure  that  purely  instrasate  commerce  or  transportation 
shall  raise  its  proper,  fair  share  of  the  burden  which  must 
be  borne  by  the  carriers  who  do  an  interstate  business.  I 
have  never  been  willing,  myself,  to  say  that  the  Interstate  Com- 
merce Commission  or  Congress  should  attempt  to  fix  state  rates 
simply  because  it  was  alleged  that  state  rates  did  not  raise 
the  revenue  which  that  part  of  the  traffic  should  raise;  and  the 
senator  from  Tennessee  can  see  at  once  that  this  amendment 
puts  all  state  passenger  traffic  entirely  in  the  hands  of  Congress 
first,  and  afterwards  in  the  hands  of  the  Interstate  Commerce 
Commission." 

After  Senator  McKellar  had  invited  Senator  Cummins  to 
rewrite  the  proposed  amendment,  the  latter  said: 

"It  would  not  be  difficult  to  make  the  change  suggested  by 
the  senator  from  Tennessee;  but  I  do  not  think  we  can  include 
that  class,  for  the  reason  that  while  I  am  in  favor  of  giving  to 
the  Interstate  Commerce  Commission  the  authority  to  require 
railroads  to  issue  interchangeable  mileage  tickets,  which  may 
be  used  without  destination  upon  the  various  interstate  carriers 
of  the  country,  I  could  not  and  do  not  favor  the  establishment 
of  a  uniform  rate  throughout  the  United  States  by  Congress.  I 
think  it  would  be  fatal,  not  only  to  the  best  interest  of  the 
traveling  public,  but  to  the  carriers  as  well.  As  the  senator 
from  Indiana  knows  and  as  the  senator  from  Tennessee  knows, 
I  am  in  favor  of  conferring  authority  upon  the  commission  to 
require  railroad  companies,  so  far  as  interstate  travel  is  con- 
cerned, to  issue  interchangeable  mileage  tickets  upon  applica- 
tion, but  I  am  not  willing  to  say  that  they  shall  be  issued  at  2% 
cents  per  mile.  The  senator  from  Tennessee  can  easily  per- 
ceive the  difference  between  those  two  propositions,  and,  there- 
fore, if  I  were  to  attempt  to  write  an  amendment  to  his  amend- 
ment I  would  have  to  rewrite  the  amendment  entirely.  That  I 
can  not  do  at  this  time.  Moreover,  while  I  recognize  that  the 
committee  of  which  I  am  chairman  has  more  work  to  do  than 
has  been  possible  to  accomplish  on  account  of  the  engagements 
of  senators  elsewhere,  I  think  this  is  a  matter  which  should  be 
settled  by  an  amendment  to  the  interstate  commerce  law 
through  an  independent  measure,  so  that  it  can  receive  the  con- 
sideration in  the  Senate  which  its  importance  demands.  I  do 
not  think  this  legislation  should  be  made  a  part  of  a  revenue 
bill,  and  for  that  reason,  while  I  am  always  at  the  service  of 
the  senator  from  Tennessee,  I  can  not  do  what  he  has  so  kindly- 
suggested  that  I  might  do." 

The  senator  added  that  the  people  were  suffering  from  high 
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rates,  but  that  they  were  suffering  more  on  account  of  high 
freight  rates  than  on  account  of  passenger  rates. 

"Our  first  duty  is  to  reduce  the  rates  on  freight  and  not 
the  passenger  rates,"  said  Senator  Cummins.  "Let  us  go  on 
and  see  what  we  can  do  toward  reducing  freight  rates  before 
we  legislate  upon  passenger  rates." 

Senator  McKellar  made  an  attack  on  the  rate-making  sec- 
tion of  the  transportation  act  and  Senator  Cummins  replied  "it 
may  very  well  be  that  within  a  short  time  a  bill  will  be  re- 
ported and  passed  which  will  eliminate  that  provision  in  the 
law." 

RATE  REDUCTIONS  MADE 

In  the  eastern  territory,"  says  the  Association  of  Railway 
Executives,"  reductions  in  freight  rates  involving  a  large  amount 
of  revenue  have  been  made  as  follows: 

28  per  cent 

18  per  cent 
20  per  cent 
25  per  cent 
25  per  cent 
33  per  cent 
10  per  cent 
30  per  cent 

29  per  cent 
13  per  cent 

28  cents 

"In  addition  to  the  above,  numerous  individual  rates  have 
been  changed,  making  reductions  on: 


Iron  ore    •  • :  •  •  • 

Sand,    gravel,    pebbles,    etc.     (known    as    road    building 

materials)     

Rock  salt,  to  seaboard 

Export  iron  and  steel 

Export  iron  and  steel 

Grain,  ex-lake,  for  export 

Grain  and  grain  products,  domestic,  Buffalo,  f.  o.  b 

Grain,  all-rail,  for  export,  from  Chicago (about) 

Flour,  all-rail,  for  export,  from  Chicago (about) 

Grain  and  grain  products,  domestic  business (about) 

Lake  cargo  coal  rates — reduction  per  ton  for  the  season.. 


the  development  and  upbuilding   of  a  new  or  comparatively   new 
country. 

A.  O.  Wharton  and  W.  L.  McMenimen,  labor  members  of  the 
board,  dissented. 

CARRIERS   TO   CUT   WAGES 

In  a  resolution  adopted  in  New  York  November  10,  mem- 
bers of  the  eastern  conference  of  railroad  presidents  decided 
to  notify  their  employes  that  wages  would  be  reduced.  The 
employes  will  be  notified  at  once  that  a  10  per  cent  cut  will 
take  effect  in  thirty  days.  The  matter  will,  of  course,  go  to  the 
Labor  Board.  Fifty-two  railroads  were  represented  at  the  con- 
ference. 

RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

With  all  reports  from  Class  I  roads  in  with  the  exception 
of  the  Detroit,  Toledo  &  Ironton,  compilations  made  November  9 
by  the  Bureau  of  Railway  Economics  showed  that  the  roads  had 
a  net  railway  operating  income  in  September  of  $87,174,064,  or 
a  return  on  a  percentage  basis  of  about  4.6  per  cent, 
have  had  a  return  of  6  per  cent  the  roads  should  have  had  a 
net  of  approximately  $113,000,000. 

The  following  statement  shows  total  operating  revenues, 
expenses  and  net  income  by  districts  and  for  the  United  States 
as  a  whole,  with  comparisons  with  the  corresponding  period  of 


Petroleum  and  petroleum  products. 

Lumber  and  mining  material. 

Soda  and  soda  products, 

Ground  limestone. 

Fruits  and  vegetables. 

Scrap  and  waste  paper, 

Explosives, 

Canned  goods, 

Manure. 


Alcohol, 

Beets  (sugar). 

Brick  and  clay  products, 

Concrete  blocks, 

Iron  and  steel  articles, 

Pig  iron, 

Scrap  iron, 

Billets, 

Soap  stock, 

Vegetable  oils, 

"Figures  are  not  available  to  show  what  the  actual  reduc- 
tion in  revenue  is,  but  it  can  be  readily  appreciated  that  all 
of  these  reduced  rates  mean  a  material  loss  in  revenue  to  the 
carriers." 


WANT  TO  BE  IN  ON  THE  DEAL 

The  Traffic  World   Washington  Bureau 

The  Southern  Pine  Association,  the  Georgia-Florida  Saw 
Mill  Association  and  the  North  Carolina  Pine  Association  have 
filed  a  petition  with  the  Commission  asking  to  have  their  rates 
included  if  and  when,  either  now  or  in  the  immediate  future, 
the  Commission  takes  any  action  as  to  the  reduction  of  rates 
on  so-called  basic  commodities.  The  petitioners  did  not  indi- 
cate that  they  knew  anything  about  plans  for  reductions,  but 
merely  said  that  if  anything  of  that  kind  was  being  contemplated 
they  wanted  their  rates  included  in  the  list  of  things  pertaining 
to  basic  commodities. 


SHORT  LINE  WAGES  CUT 

The  New  Orleans  &  Great  Northern  Railroad  Company,  a 
line  275  miles  long,  operating  between  Jackson,  Miss.,  and  New 
Orleans,  was  authorized  to  reduce  the  wages  of  its  employes 
by  the  Labor  Board,  November  9.  The  reduction  is  considerably 
greater  than  that  allowed  by  the  board  to  class  I  roads  in  its 
decision  No.  147.  The  new  wages  were  specifically  prescribed 
by  the  board  and  were  asserted  to  be  comparable  to  wages  paid 
for  similar  employment  in  other  industries  in  the  vicinity  of  the 
lines  of  the  road. 

The  N.  O.  &  G.  N.  was  not  a  party  to  decision  No.  2,  the 
wage  increase  of  July,  1920,  but  wages  on  that  road  were  volun- 
tarily raised  by  the  corporation  in  May  of  that  year.  The  em- 
ployes refused  to  accept  the  reductions  ordered  by  decision 
No.  147,  which  did  not  specifically  apply  to  that  line,  or  the  re- 
ductions proposed  by  the  managers. 

In  ordering  the  cut,  the  board  said  it  took  into  consideration 
the  financial  condition  of  the  road,  which  claimed  it  operated 
under  a  deficit  of  $500,000  in  1920.  "Generally  speaking,"  the 
board's  decision  read,  "the  carrier  is  without  through  traffic 
and  its  local  traffic  is  at  a  low  ebb  due  to  commercial  Inactivity 
in  the  territory  it  serves.  The  property  is  being  economically 
administered  and  the  train  service  provided  Js  only  that  neces- 
sary to  meet  actual  needs  and  requirements  of  the  various  state 
public  utilities  commissions  exercising  jurisdiction." 

The  N.  O.  &  G.  N.  is  the  first  steam  road  on  which  the  board 
has  used  these  factors  on  which  to  base  a  wage  reduction.  The 
board  asserts  that  the  ability  of  the  carrier  to  pay  is  not,  how- 
ever, the  prime  factor.  It  said: 

The  Labor  Board  Is  sympathetic  with  the  principle  that  "the 
ability  of  the  carrier  to  pay"  Is  not  controlling  factor  in  nxing 
wages,  but  recognizes  that  it  is  entitled  to  secondary  considera- 
tion with  a  certain  type  of  carrier  dependent  almost  entirely  on 
local  business,  or  whose  principal  function  in  the  final  analysis  is 


Per  cent 

1921 

1920 

of  increase 

.921  over  1920 

Total  Operating  Revenues: 
Eastern   District    
Southern   District   
Western    District    

$216,588,515 
72,160,836 
.   208,904,395 

$286,366,686 
89,304,631 
243,256,449 

d24.4 
d!9.2 
d!4.1 

United  States  

.   497,653,746 

618,927,766 

d!9.6 

Total   Operating  Expenses: 
Eastern   District    

.   170,720,518 

243,107,204 

d29.8 

Southern  District   

.     58,385,892 

77.576,414 

d24.7 

Western   District    

.   147,999,862 

189,024,996 

d21.7 

United    States     

.  377,106,272 

509,708,614 

d26.0 

Net  Ry.  Operating  Income: 

Eastern   District    

.     31,425,613 

28,726,388 

9.4 

Southern   District   

.     10,251,415 

9,879,311 

3.8 

Western  District   

.     45,497,036 

41,083,822 

10.7 

United  States   

.     87,174,064 

79,689,521 

9.4 

Number  of 

Average 

roads 

mileage 

represented 

represented 

Eastern   District    

80 

59,279.08 

Southern   District    

35 

43,851.23 

Western  District   

85 

131,976.18 

United   States    

200 

235,106.49 

NOTE — Foregoing  excludes  the  following  roads  not  yet  reporting: 
Detroit,   Toledo   &   Ironton. 


RATE  OF  RETURN  TO  CARRIERS 

The  Traffic  World  Washington  Bureau 

The  Commission  has  given  some  thought  to  the  duty  im- 
posed on  it  by  the  third  paragraph  of  section  15-a  in  which 
Congress  commanded  it  from  time  to  time  to  determine  and 
make  public  what  percentage  of  the  aggregate  property  value 
constitutes  a  fair  return  thereon.  By  proviso  attached  to  that 
paragraph,  Congress  fixed  5.5  per  cent  as  a  fair  return  from 
the  date  of  the  passage  of  the  transportation  act — namely,  March 
1,  1920 — for  a  two-year  period. 

Consideration  of  the  question  when  and  how  that  duty  shall 
be  performed  has  been  compelled  by  the  fact  that  on  March  1 
next  the  establishment  by  law  of  what  would  be  a  fair  return 
expires  by  limitation.  In  that  proviso  the  Commission  was 
authorized  to  allow  an  additional  one-half  of  one  per  cent  for 
making  provision  for  so-called  non-productive  improvements,  ex- 
tensions and  betterments.  The  Commission  exercised  the  discre- 
tion by  allowing  the  maximum  of  one-half  of  one  per  cent,  when 
it  complied  with  the  substantive  part  of  the  section  directing  it 
to  initiate,  modify,  establish  or  adjust  rates  so  that  carriers  as 
a  whole  (or  as  a  whole  in  groups  or  territories  the  Commission 
might  from  time  to  time  designate),  "earn  an  annual  net  railway 
operating  income,  equal  as  nearly  as  may  be,  to  a  fair  return 
upon  the  aggregate  value  of  the  railway  property  held  for  and 
used  in  the  service  of  transportation." 

Some  consideration  has  also  been  given  to  the  matter  by 
railroad  executives.  Neither  the  Commission  nor  the  railroad 
executives,  so  far  as  can  be  learned,  has  any  thought  of  chang- 
ing or  asking  for  an  increase  in  the  rate  of  return.  What  may 
develop  as  the  discussion  proceeds,  no  one  having  any  respon- 
sibility in  the  matter  has  even  hazarded  a  guess. 

Were  the  railroads  earning  six  per  cent,  it  is  believed,  the 
question  would  be  one  of  more  than  ordinary  importance.  They 
have  not,  however,  come  as  near  earning  six  per  cent  since  the 
enactment  of  section  15-a  as  they  came  in  their  good  pre-war  days. 
Were  the  return  anywhere  near  six  per  cent,  it  is  suspected, 
some  of  the  carriers  might  be  of  the  opinion  that  the  rate  should 
be  raised  to  seven  per  cent,  because  that  has  been  the  rate  of 
interest  on  many  transactions  that  have  taken  place  in  the  last 
two  years.  The  Commission,  in  dealing  with  security  issues 
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and  in  recommending  loans  from  the  revolving  fund  created 
by  the  transportation  act,  has  tried  to  keep  the  interest  rate 
ni  six  IHT  oi'iu.  It  has  not  been  able,  in  many  cases,  to  hold 
i  hr  rate  as  low  as  that.  Men  who  had  money  to  lend  professed 
to  be  able  to  lend  on  terms  so  arranged  that,  even  if  the  nom- 
inal rate  was  only  six,  the  yield  would  be  seven  or  greater. 

In  Washington,  where  six  per  cent  has  been  considered  the 
maximum  rule  for  well  secured  loans,  the  banks  have  been  ad- 
ing  well  secured  paper  to  yield  seven  or  more. 

it  lias  been  admitted  by  attorneys  and  other  spokesmen  for 
railroads,  in  a  number  of  cases,  that  it  would  be  futile  for  the 
Commission  to  allow  rates  higher  than  those  permitted  in  Ex 
Parte  No.  74. 

The  probabilities  nre  that  the  Commission  will  hold  a  hear- 
ing to  enable  those  having  ideas  on  the  subject  to  present  them 
orally. 


LIQUIDATION  OF  R.  R.  A. 

The  Traffic  World   Washington  Bureau 

The  Railroad  Administration  has  prepared  the  following 
statement  showing  the  progress  of  liquidation  as  of  November  1: 

As  of  November  1,  1921.  the  total  amount  of  claims  presented  by 
the  carriers  on  final  settlement  aggregated  $882,429,605.25.  These 
claims  represented  194,523  miles  of  road.  The  total  mileage  of  roads 
under  federal  control,  excluding  short  lines,  was  241,194  miles,  so  the 
claims  already  filed  represent  80.65  per  cent  of  all  mileage  under  fed- 
eral control  If  the  remaining  19.35  per  cent  of  mileage  flies  claims 
on  the  basis  of  those  heretofore  filed,  the  total  amount  of  claims  on 
final  settlement,  it  is  estimated,  will  aggregate  about  $1.100,000,000. 

Included  in  those  companies  that  have  not.  as  yet,  filed  claims  on 
final  settlement,  are  the  Pennsylvania  and  the  New  York  Central 
systems,  the  two  largest  systems  in  the  country,  aggregating  in  excess 
of  25.000  miles. 

The  amount  of  claims  on  final  settlement  adjusted  up  to  November 
1  aggregates  $413,412,415.31.  The  amout  of  cash  paid  in  settlement  of 
these  claims  aggri-gates  $127,421.839.89.  or  30.821  per  cent  of  the 
amount  claimed.  These  claims  settled  represent  100,603  miles  of 
road,  or  41.71  per  cent  of  all  mileage,  excluding  short  lines,  under 
federal  control. 

Director-General  Davis,  in  an  address  before  the  Washington 
Passenger  Association,  made  the  prediction  that  "we  will  have 
the  entire  Railroad  Administration  wound  up  and  cleaned  up 
within  two  years,  or  by  December  31,  1922,  and  every  voucher 
properly  approved  for  every  penny  that  will  go  through  the 
administration's  hands." 


SALE  OF  TRUST  CERTIFICATES 

The  Traffic   World   Washington  Bureau 

Director  General  Davis  has  announced  that,  with  the  con- 
sent of  the  President,  he  has  confirmed  additional  sales,  at  par 
plus  accrued  interest,  of  railroad  equipment  trust  certificates 
now  held  by  the  Government,  as  follows: 

To  Salomon  Brothers  &  Hutzler,  and  Kidder  Peabody  &  Company: 

Ixwisville   and    Nashville.    1922    to   1924.    inclusive $2,011,701 

Great    Northern,     1922    to    1924,    Inclusive 858,900 

Illinois  Central.   1922  to   1924,   inclusive 1,941.3m 

New   York   Central,    1922    to   1924,    inclusive 2,768,100 

Nashville,  Chattanooga  &  St.  Louis,  1922  to  1927,inclusive.      519,000 

To  Bernhard  Scholle  &  Company: 

Buffalo,  Rochester  and  Pittsburgh,  1922  to  1924,  Inclusive. $1,039.200 
Michigan    Central,    1922    to    1824,    inclusive 400,800 

Total    amount    of    these     sales    is $9.539,000 

The  sales  were  arranged  by  Eugene  Meyer,  Jr.,  managing 
director  of  the  War  Finance  Corporation.  The  total  amount 
of  equipment  trust  certificates  sold  by  the  Government  to  date 
at  par  plus  accrued  interest,  is  $109,338,800. 


RAILROAD  FUNDING  BILL 

The  Traffic  World   Washington  Bureau 

The  railroad  funding  bill  was  taken  up  in  the  Senate  No- 
vember 9,  Senator  Cummins  explaining  the  purpose  of  the  meas- 
ure along  the  lines  set  forth  in  the  committee  report  recom- 
mending passage.  The  bill  was  made  unfinished  business  and 
will  be  taken  up  again  when  the  Senate  reconvenes  for  legis- 
lative business  next  Monday.  Senator  LaFollette  will  speak  at 
length  against  the  bill,  but  administration  leaders  believe  the 
measure  will  be  passed  after  its  opponents  have  talked  them- 
selves out. 

Senator  Kendrlck  of  Wyoming  and  Senator  Jones  of  New 
Mexico  submitted  amendments  to  the  funding  bill,  which  they 
said  they  would  propose  for  incorporation  into  the  bill  at  the 
proper  time. 

The  Kendrick  amendment  would  substitute  for  paragraph 
3  of  section  15-a,  which  contains  the  provision  directing  the 
Commission  to  prescribe  rates  that  will  yield,  as  nearly  as  may 
be,  5%  or  6  per  cent,  the  following: 

(3)  The  Commission  shall  from  time  to  time  determine  and  make 
public  what  percentage  of  such  aggregate  property  value  constitutes  a 
fair  return  thereon,  and  such  percentage  shall  he  uniform  for  all  rate 
groups  or  territories  which  may  he  designated  by  the  Commission. 
In  making  such  determination  it  shall  give  due  consideration,  among 
other  things,  to  the  transportation  needs  of  the  country  and  the  neces- 
sity (under  honest,  efficient  and  economical  management  of  existing 


transportation  facilities;  of  enlarging  such  facilities  In  order  to  pro- 
vide the  people  of  Hi"  rnitnl  States  with  tdequat*  trnnnportntlon. 
and  to  the  return  upon  capital  Invented  In  Inilimtrlnl  i-nti-rprlw*.  In 
order  not  to  prejudice  the  Interacts  of,  Impone  an  nanMMMMt  lairdcn 
upon,  or  discriminate  against  shippers,  producers  and  coniurncrx, 

The  Jones  amendment  would  eliminate  the  proviso  of  tbe 
fourth  section  and  make  the  long-and-short.  haul  rule  absolute. 

Other  amendments  probably  will  be  offered  but  if  the  Senate 
follows  Its  usual  practice  of  not  accepting  amendments,  which 
are  clearly  out  of  line  with  the  subject  matter  of  the  bill  under 
consideration,  such  amendments  will  be  rejected. 

In  explaining  the  purposes  of  the  funding  bill,  Senator  Cum- 
mins reiterated  that  the  bill  had  been  misunderstood  by  members 
of  the  Senate  and  by  the  press.  He  expressed  the  belief  that 
senators  would  deal  adequately  with  any  subject  put  before  them 
If  they  took  the  time  and  trouble  to  inform  themselves,  but  that 
it  was  unfortunate  that  some  senators  did  not  follow  that  course. 

Senator  Cummins  said  the  bill  In  no  way  provided  for  a 
loan  or  gift  to  the  railroads  but  was  merely  for  the  purpose  of 
enabling  the  President  to  sell  railroad  securities  taken  by  the 
Railroad  Administration  and  that  sucn  securities,  when  sold 
by  the  President,  were  not  guaranteed  by  the  government.  The 
proceeds  from  the  sale  of  the  securities,  he  said,  could  be  used 
by  the  President  in  settling  with  the  railroads  and  the  balance, 
if  any,  would  be  turned  into  the  Treasury. 

As  to  the  funding  of  carriers'  indebtedness  to  the  govern- 
ment for  additions  and  betterments  during  federal  control,  the 
senator  said  the  President  had  authority  to  do  that  under  the 
transportation  act  and  indicated  that  if  it  was  the  desire  of  sena- 
tors to  prevent  such  funding,  the  transportation  act  would  have 
to  be  amended. 

The  question  of  reducing  freight  rates,  he  said,  was  not  con- 
nected with  the  bill  under  consideration,  adding  that  there  was 
a  widespread  demand  for  lower  rates,  which  he  said  should  be 
reduced  if  it  were  possible  to  do  that  and  continue  the  system 
of  transportation  in  the  country.  He  brought  to  the  attention 
of  the  Senate  the  figures  in  connection  with  the  bill,  which  have 
been  set  forth  heretofore  in  The  Traffic  World. 


WESTERN  LIVE  STOCK  RATES 

Th*  Traffic  World  Washington  Bureau 

Arguments  were  made,  November  8,  in  support  of  the 
application  by  the  complainants  and  a  number  of  western  states 
for  an  extension  of  the  terms  of  the  Commission's  report  on 
No.  12146,  National  Live  Stock  Shippers  League,  vs.  Atchison, 
Topeka  &  Santa  Fe,  so  that  the  20  per  cent  reduction  on  the 
long  haul  rates  advised  by  the  Commission  will  include  all 
rates.  The  Commission  told  the  carriers  in  its  report  that  they 
should  make  a  20  per  cent  reduction  in  the  rate  of  50  cent  per 
100  pounds  and  greater. 

Samuel  H.  Cowan,  Clifford  Thorne,  R.  A.  Zwemer,  and 
M.  W.  Shackleford  speaking  for  the  livestock  interests,  and 
John  E.  Benton  and  J  H.  Henderson  for  the  various  state  com- 
missions, said  that  the  shippers  using  the  so-called  short-haul 
rates  are  in  as  dire  distress  and  in  as  much  need  for  relief  from 
the  burden  of  high  transportation  costs  as  those  shipping  for 
longer  distances.  Mr.  Cowan  said  that  the  economic  conditions 
surrounding  the  long-haul  shippers  also  bear  down  upon  the 
shippers  for  short  distances  and  that,  as  a  matter  of  fact,  there 
are  generally  three  movements  by  rail  on  cattle  before  they 
reach  the  market  so  that  the  reduction  should  apply  to  all  rates. 

"Forty  per  cent  of  the  live  stock  which  comes  to  the  Chi- 
cago market  comes  from  Iowa,"  said  Clifford  Thorne,  "and  on 
not  one  pound  of  that  live  stock  has  there  been  a  reduction  in 
rates  as  the  result  of  the  advice  in  this  case.  A  reduction  on 
rates  of  50  cents  or  more  means  nothing  to  shippers  in  Illinois 
and  Iowa  and  but  little  to  shippers  in  Kansas  and  Nebraska, 
the  very  heart  of  the  live  stock  country.  Our  costs  have 
not  come  down  as  much  as  our  prices.  Our  freight  rates  have 
not  come  down  one  iota.  On  September  15  the  farm  value  of 
steers  was  89  per  cent  of  the  1913  price;  bogs,  100  per  cent, 
and  sheep  91  per  cent.  On  that  day  freight  rates  were  177 
per  cent  of  the  1913  rates." 

Mr.  Zwemer  said  that  the  reduction  in  the  so-called  long- 
haul  rates  fostered  long-haul  transportation  of  live  stock  which 
is  uneconomical  from  any  point  of  view  which  may  be  adopted 
The  price  of  live  stock  at  the  market,  he  said,  is  made  by  the 
cost  of  getting  the  products  of  the  animal  to  the  point  of  con- 
sumption plus  the  cost  of  getting  the  animal  to  the  slaughter- 
ing place.     Inasmuch,  he  said,  as  there  had  been  no  reduction 
in   the   rates   on   the  products   of  slaughtering   establishments, 
the  effect  of  the  reduction  of  the  so-called  long-haul  rates  has 
been    to   attract   live   stock   to   the   more   distant   slaughtering 
points.    The  result  of  attracting  more  cattle  to  the  more  dis 
slaughtering   places    has    been   to    soften   places   at 
distant  markets.     Such  softening  of  prices  Is  reflected  at  the 
slaughtering   places  in   the  interior.     In   theory,  he  said, 
should  attract  more  cattle  to  the  nearby  slaughtering  points  but 
that  has  not  been  the  fact.     In  a  year  or  two.   he  said, 
markets  might  readjust  themselves  to  the  disturbance 
through  rates  by  this  change  In  relationship  but  the  lmm< 
effect  has  been  a  lowering  In  the  prices  paid  to  the  shippers 
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of  live  stock.  In  other  words,  that  the  reduction  in  the  long 
haul  rates,  by  increasing  the  supply  at  the  more  distant  slaugh- 
tering points,  resulted  in  more  damage  than  good  to  the  live 
stock  industry.  He  said  that  long  hauls  for  live  stock  are  un- 
economical because  they  cause  waste  of  bodily  tissue  in  the 
animal,  mortality  and  crippling.  He  said  that  in  one  month  in 
1918  the  mortality  and  crippling  during  transportation  was 
so  great  that  if  the  animals  had  been  converted  into  meat 
18,000,000  pounds  would  have  been  added  to  the  stock  of  food. 
Instead,  the  carcasses  went  to  the  fertilizer  tanks. 

"I  think  the  Commission  made  an  error  when,  in  the  report 
in  this  case,  it  said  the  rates  were  not  unreasonable  from  a 
transportation  point  of  view,"  said  Mr.  Cowan  "Your  minds 
really  said,  under  the  second  proviso  of  section  15-A,  that  the 
rates  were  unjust.  Therefore  you  should  have  ordered  the 
reduction." 

"I  want  to  argue,  now,  about  the  limitation  of  the  reduc- 
tion to  rates  of  50  cents  or  greater.  That  limitation  was  not  dis- 
cussed in  the  original  case.  Cattle,  as  a  rule,  make  three 
movements  in  getting  to  market.  The  man  who  ships  three 
times  is  surrounded  by  the  same  economic  conditions  as  he 
who  ships  direct.  You  said  that,  for  economic  reasons,  the 
railroads  should  reduce  the  rates  that  were  50  cents  or  greater. 
The  railroads  have  literally  complied  with  your  suggestion,  yet 
the  Iowa  man  who  is  surrounded  by  the  same  economic  condi- 
tions as  those  shipping  from  Texas  gets  no  benefit.  Yet  the 
Iowa  man  has  been  buying  stockers  and  feeders  in  Texas  and 
corn-feeding  them  for  the  market.  It  hurts  Texas  to  have  the 
iowa  man  unable  to  buy  cattle  for  feeding  the  corn  he  grows. 

"This  limitation  has  wiped  out  all  prior  relationships  On 
cattle  from  Amarillo,  Tex.,  for  instance,  St.  Louis  gets  the 
same  rate  as  Kansas  City.  That  is  an  absurdity. 

"Many  carloads  of  live  stock  have  been  sold  at  Kansas 
City  that  did  not  bring  their  owner  as  much  as  the  freight  he 
had  paid  to  get  them  to  that  place.  There  have  been  many 
shipments  of  sheep  that  have  brought  only  a  few  cents  a  head. 
Some  few  carloads  have  been  sold  for  less  than  the  freight. 
One  carload  of  horses  from  Nevada  to  Kansas  City  was  sold 
for  $125  less  than  the  freight  rate  and  the  animals  could  only 
be  sold  to  be  eaten  by  lions  in  the  zoo.  The  corn  farmer  is 
dependent  upon  the  live  stock  industry  for  a  market.  Corn 
in  the  interior  of  North  Dakota  is  14  cents  a  bushel  and  is 
being  fed  into  furnaces. 

"There  must  be  a  relationship  between  transportation  rates 
and  the  prices  of  commodities,  not  an  exact  relationship  but 
nevertheless  it  must  exist  or  there  is  no  business.  The  law 
does  not  prohibit  you  from  marking  reductions  now,  else  you 
could  not  have  decided  this  or  the  western  grain  rate  case. 
Rates  now  are  about  15  per  cent  of  the  price  of  steers.  In 
prewar  days  the  rates  were  about  10  per  cent  of  the  value  of 
the  steers.  If  our  prices  had  remained  the  same  as  when 
Ex  Parte  74  was  decided  these  rates  would  not  be  unreason- 
able." 

Commissioner  Eastman  wanted  to  know  if  a  12%  or  15  per 
cent  reduction  In  all  the  rates  on  live  stock  would  be  preferable 
to  the  20  per  cent  reduction  in  the  long-haul  rates.  Cowan 
said  it  would  not  because  the  increases  were  made  on  all  rates 
that  were  already  high  and  there  should  be  a  uniform  reduc- 
tion of  20  per  cent  at  least.  He  said  that  by  arguing  for  a 
mortification  of  the  report  in  this  case  he  was  not  waiving  the 
prayer  of  the  complainants  for  the  cpmplete  elimination  of 
the  Ex  Parte  74  increase. 

There  ought  to  be  a  way  found  for  making  automatic 
reductions  in  rates  on  basic  commodities,  Mr.  Thome  said, 
which  would  act  as  the  cost  of  operations  come  down,  until 
the  whole  of  Ex  Parte  74  increase  had  been  eliminated. 

'  Mr.  Shackelford,  of  the  Omaha  Live  Stock  Exchange  and 
other  Missouri  River  interests  said  that  the  thoughts  he  had  in- 
tended to  present  were  those  that  had  largely  been  voiced  by  Mr. 
Zwemer  and  therefore,  he  said,  he  would  not  use  all  the  time 
allotted  to  him  by  the  Commission. 

Appearing  for  the  Commissions  of  Arizona,  Iowa,  Kansas, 
Missouri,  Montana,  Nebraska,  New  Mexico,  North  Dakota, 
Oregon,  South  Dakota,  Washington  and  Wisconsin,  Mr  Benton 
said  that  in  Ex  Parte  74  the  Commission  did  not  go  into  the 
matter  of  rate  adjustments,  but  acted  upon  the  theory  that  an 
emergency  existed.  He  said  that  it  should  now  restore  normal 
conditions  as  nearly  as  possible  by  a  flat  reduction  in  all  such 
rates.  If  a  reduction  is  granted  only  in  the  long  haul  rates,  he 
said,  it  operates  to  destroy  the  adjustment  which  existed  before 
the  increase  was  made.  The  inevitable  result  of  such  destruc- 
tion of  adjustments  would  be  to  neutralize  and  offset,  if  it  did 
not  actually  overbalance,  all  the  good  intended  to  be  accom- 
plished by  the  reduction.  He  said  the  record  was  sufficient  to 
enable  the  Commission  to  determine  that  the  live  stock  rates 
ought  to  be  reduced.  He  urged  it  to  do  exactly  as  it  had  done 
in  the  western  grain  rate  case.  He  considered  the  two  deci- 
sions as  inconsistent  because  the  decision  in  the  live  stock  case 
was  wrong.  He  also  urged  that  the  reduction  be  made  per- 
manent and  not  have  the  tariffc  limited  to  expire  on  December 
31  or  any  other  date. 

In  behalf  of  the  Iowa  commission,  Mr.  Henderson  said  that 


when  the  Commission  allowed  the  railroads  to  make  percentage 
increases  in  rates  on  live  stock  it  authorized  them  to  disregard 
long  established  relationships  and  bring  about  a  confusion  that 
could  only  be  justified  on  the  ground  that  there  was  an  emer- 
gency and  that  prices  were  such  that  rates  did  not  constitute  a 
heavy  factor.  It  made  confusion  worse  confounded  by  then 
ordering  a  percentage  reduction  on  part  of  the  rates  advanced 
by  the  percentage  method.  Some  of  the  confusion  which  has 
hurt  Iowa  more  than  probably  any  other  state,  he  suggested, 
could  be  removed  by  a  percentage  reduction 

The  defense  of  the  railroads  was  made  by  Kenneth  F.  Bur- 
gess. They  took  the  position  that  they  could  not  stand  any 
reduction  because  their  expenses  had  not  been  brought  down 
and  any  deduction  from  their  revenues  would  be  taking  from 
them  exactly  the  amount  of  such  deductions  because  there  had 
been  no  pretense  that  the  movement  of  live  stock  would  be 
stimulated  by  lower  rates.  He  estimated  that  extension  of 
the  terms  of  the  report  so  as  to  make  it  cover  all  rates  would 
cause  a  loss  in  revenue  to  the  carriers  of  about  $17,750,000 
or  $18,000,000.  The  reductions  made  by  the  carriers  in  response 
to  the  advice  of  the  Commission  in  its  report,  caused  a  loss  of 
revenue  between  $3,000,000  and  $4,000,000. 

Even  to  carry  livestock  free  from  Missouri  river  points 
to  Chicago,  Mr.  Burgess  said,  would  make  only  a  difference  of 
less  than  one  half  a  cent  per  pound  in  the  wholesale  price. 
Freight  rates,  he  added,  represent  only  a  small  percentage  of 
the  total  cost  and  if  removed  entirely  would  not  be  of  ma- 
terial benefit  to  the  livestock  industry. 

"The  average  freight  rate  today  on  live  stock  in  the  West- 
ern district,"  said  Mr.  Burgess,  "is  less  than  $60  per  car  while 
the  average  value  of  a  carload  at  the  market  is  $1,500  or  more. 
Even  a  ten  per  cent  reduction  in  freight  rates  would  be  less  than 
one-half  of  one  per  cent  of  the  value. 

"The  livestock  industry  is  suffering  from  (1)  curtailment 
of  foreign  credits  and  (2)  decrease  of  meat  eating  in  the 
United  States.  Neither  can  be  relieved  by  reducing  freight 
rates.  In  1920  there  was  a  decline  in  the  value  of  the  annual 
movement  of  live  stock  in  the  western  district  of  more  than 
$800,000,000  and  freight  rates  advanced  only  $7,000,000  or  less 
than  one  per  cent  of  that  amount.  Obviously  the  increase  in 
freight  rates  did  not  cause  the  decline  and  a  reduction  in  freight 
rates  will  not  cure  the  situation 

"On  the  other  hand,  a  freight  rate  reduction  will  further 
curtail  the  buying  power  of  the  railroads  and  add  to  a  further 
stoppage  of  industry  with  an  increase  in  unemployment.  Of 
the  basic  industries,  steel,  coal  and  lumber  will  be  most  vitally 
affected  by  further  curtailment  in  the  purchasing  power  of  the 
carriers.  Normally  the  railroads  buy  approximately  thirty-five 
per  cent  of  the  steel  produced,  fourteen  per  cent  of  the  lumber 
and  twenty-seven  per  cent  of  the  coal.  To  curtail  the  buying  of 
these  commodities  seriously  effects  the  whole  country. 

"Buying  has  already  been  seriously  curtailed.  Latest  avail- 
able figures  show  that  the  western  railroads  alone  during  the 
first  nine  months  this  year  were  forced  to  reduce  their  ex- 
penditures for  maintenance  by  $183,000,000  compared  with  one 
year  ago.  During  these  nine  months  their  net  operating  rev- 
enues were  $188,000,000  which  was  $156,000.000  below  the 
amount  expected  to  be  earned  under  the  rates  fixed  by  the  com- 
mission in  response  to  the  provisions  of  the  Transportation  Act. 
If  the  railroads  had  spent  the  same  amount  they  did  during  the 
corresponding  period  one  year  ago,  they  would  have  had  a  net 
revenue  of  $5,000,000  with  ensuing  bankruptcy  and  financial 
disaster. 

"The  carriers  maintained  a  small  net  revenue  only  be  de- 
creasing their  purchases  for  upkeep  tremendously  A  reduc- 
tion in  freight  rates  now  means  either  financial  disaster  or  its 
postponement  at  the  cost  of  further  undermaintenance  and 
decreased  purchases  to  the  detriment  of  the  vital  basic  indus- 
tries of  the  nation  as  well  as  increased  unemployment." 

In  reply  to  the  suggestions,  Clifford  Thorne  asked  when, 
under  high  heaven  there  would  be  a  reduction  in  the  price  of 
anything  if  every  industry  took  the  position  of  the  railroads — 
that  it  could  make  no  reductions  in  rates  or  prices  until  its 
costs  had  been  reduced.  The  farmers  and  live  stock  men  have 
not  taken  any  such  position,  he  said.  Their  costs  have  come 
down  but  their  prices  have  come  down  more  than  their  costs. 


IRON  ORE  CONFERENCE 

The  Traffic   World   Washington  Bureau 

Lake  front  iron  and  steel  interests  conferred  between  them- 
selves and  the  railroads  serving  them,  in  the  presence  of  Di- 
rector Hardie,  November  7,  with  a  view  to  removing,  if  possible, 
the  accentuated  grievance  of  the  owners  of  blast  furnaces  on 
the  shores  of  the  lower  Great  Lakes,  aggravated  by  the  recent 
removal  of  practically  all  the  Ex  Parte  74  increase  in  rates  on 
iron  ore.  Under  the  tutelage  of  Francis  B.  James  and  E.  E. 
Williamson,  the  complaining  lake  front  iron  and  steel  men  told 
the  director  that  the  recent  elimination  of  the  increase  on  iron 
ore,  was  equivalent  to  a  donation  of  $2,100,000  to  the  competitors 
of  the  lake  front  furnaces,  whose  plants  are  in  the  interior,  at 
points  like  the  Pittsburgh,  Johnstown  and  Youngstown  districts. 
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'They  figured  that  on  the  theory  that  the  Buffalo  district  pro- 
iliu-cs  3,000,000  tons  of  pig  iron  a  year  and  that  the  reduction 
in  rates  to  the  Pittsburgh  and  other  Interior  districts  are  worth 
7 1  cents  per  ton  of  pig  iron. 

Specifically  they  asked  for  a  balancing  of  the  transportation 
•cost  of  assembling  the  raw  materials  entering  into  pig  iron  by 
reducing  the  rates  on  coal  and  coke  so  they  will  bear  the  same 
relation  to  the  rates  on  Iron  ore  that  they  did  prior  to  June  25, 
1918.  On  that  day,  according  to  the  declarations  made  to  Di- 
rector Ilardle,  the  railroads  began  the  course  which  ended  in 
the  adjustment  of  today  which  they  claimed  was  intolerable. 

C.  A.  Collins,  vice-president  of  the  Hanna  Furnace  Company, 
practically  covered  the  case  of  those  who  had  asked  for  the 
conference,  and  his  suggestion  was  as  before  indicated — namely, 
by  a  reduction  in  rates  on  coal  and  coke. 

Lake  front  iron  and  steel  companies,  other  than  those  in 
the  Buffalo  district,  generally  approved  the  position  taken  by 
Mr.  Collins  and  those  who  followed  him  on  the  witness  stand. 
C.  L.  Lingo,  of  the  Inland  Steel  Company,  expressed  the  belief 
that  the  better  way  would  be  to  leave  the  coal  and  coke  rates 
alone  and  deal  only  with  the  ore  rates.  That  could  be  done  only 
by  reducing  the  rates  from  the  mines  in  the  upper  peninsula 
to  the  upper  lake  docks  so  as  to  bring  the  cost  of  upper 
lake  ore  to  the  interior  furnaces,  the  same  as  it  was  be- 
fore the  recent  cut  in  ore  rates,  or  by  making  increase  in  the 
rates  from  the  lower  lake  ports  to  the  interior  and  some  de- 
creases from  the  mines  to  the  loading  docks.  Mr.  Lingo,  how- 
ever, did  not  oppose  the  suggestions  made  by  other  lake  front 
interests. 

D.  L.  Gray,  of  the  New  York  Central,  speaking  generally, 
suggested   that    inasmuch   as    the   reduced   rates    on   ore   would 
continue  only  to  the  end  of  the  year,  and  further,  inasmuch  as 
the   movement   to  the   lower  lake   docks   has   practically   if  not 
wholly  stopped,  it  would  be  love's  labor  lost  to  undertake  to 
deal  with  coal  and  coke  rates  for  the  remaining  few  weeks. 

That  stirred  up  the  lake  front  people.  Mr.  James  said  that 
unless  there  is  a  revision  of  rates  on  coal  and  coke  the  lake 
front  interests  will  be  irreparably  damaged,  because  the  interior 
furnaces  will  have  the  benefit,  in  their  future  operations,  of 
the  lower  rates  on  the  ore  that  will  move  between  October  18 
and  December  31.  Every  pound  of  ore  now  on  lake  front  docks 
could  be  and  probably  would  be  shipped  to  the  interior  furnaces 
on  the  lowered  rates  because  the  saving  on  the  cost  of  producing 
one  ton  of  pig  iron  would  be  at  least  71  cents.  Mr.  Lingo  esti- 
mated the  saving  at  72  cents. 

The  position  of  the  petitioning  blast  furnace  people  was  put 
before  the  Commission,  so  far  as  the  morning  session  of  the 
conference  was  concerned,  by  Mr.  Collins;  W.  H.  Donner,  presi- 
dent of  the  Donner  Steel  Company;  G.  F.  Downs,  president  of 
the  Lackawanna  Steel  Company.  H.  H.  Marsales,  speaking  for 
the  Wickwire  Steel  Company;  W.  S.  Rogers,  vice-president  and 
secretary  of  the  Rogers-Brown  Iron  Company;  C.  L.  Lingo,  In- 
land Steel  Company;  Henry  S.  Pickands,  for  the  Toledo  Furnace 
Company,  the  Otis  Steel  Company  of  Cleveland,  and  the  Perry 
Iron  Company  of  Erie,  Pa. 

Cognizance  was  taken  by  the  lake  front  interests  of  a  claim 
made  that  the  railroad  executives  obtained  the  idea  at  a  con- 
ference in  September  between  themselves  and  Florence  A.  Ogden, 
traffic  man  for  the  Jones  &  Laughlin  Steel  Company,  that  he  was 
speaking  for  the  whole  iron  and  steel  industry,  when  he  advo- 
cated elimination  of  the  40  per  cent  advance  on  iron  ore,  and 
said  they  would  not  ask  for  reductions  on  fuel.  A  representative 
of  practically  every  lake  front  furnace  interest  arose  and  told 
the  railroad  men  and  Director  Hardie  that  Mr.  Ogden  did  not 
speak  for  them.  They  added  that,  of  course,  Mr.  Ogden  did 
not  pretend  to  represent  the  whole  industry,  because,  while  they 
were  not  present  at  the  conference,  they  knew  him  too  well  to 
believe  he  had  ever  intended  to  convey  the  impression  that  he 
could  speak  for  all  parts  of  the  industry. 

In  his  general  statement,  which  was  indorsed  or  reiterated 
by  other  representatives  of  the  petitioners,  Mr.  Collins  said: 

The  Hnnna  Furnace  Company,  which  I  represent,  operates  Wast 
furnaces  at  Buffalo  and  Detroit;  all  are  so-called  lake  front  furnaces. 
Our  Buffalo  plant  comprises  three  out  of  a  total  of  twenty-two  fur- 
s  in  the  so-called  Buffalo  district. 

All  of  these  plants  with  their  finishing  mills  were  located  at  Buf- 
falo prior  to  the  year  1910  and  represent  :in  investment  of  approxi- 
mately $150.000,000.  They  were  built  at  Buffalo  on  account  of  its 
:u|y:int:iu'i'ous  location'as  an  assembling  point  for  Lake  Superior  ores 
and  fuel  from  the  Pittsburgh.  Connellsvllle  and  adjacent  districts.  The 
Lackawanna  Steel  Company  abandoned  its  plant  in  the  interior  of 
Pennsylvania  and  came  to  Buffalo  solely  for  this  reason. 

Its  natural  geographical  advantage  is  clearly  shown  by  the  fol- 
lowing typical  rates  on  ore  from  lower  lake  ports  to  Pittsburgh  and 
the  corresponding  rates  on  fuel  from  Pittsburgh  and  Connellsville  to 
Buffalo  which  aro  also  typical  of  general  coal  and  coke  rates  to  so- 
called  lake  front  furnaces. 

The  rate  on  iron  ore  from  lower  lake  ports  to  Pittsburgh  from 
1901  to  1IU7,  inclusive  of  dock  handling  charges,  ranged  from  96  cents 
to  $1.18  per  gross  ton,  or  an  average  of  approximately  $1.07  per  gross 
ton. 

Over  the  same  period  the  rates  on  coal  to  Buffalo  from  Pittsburgh 
ranged  from  $1.15  to  $1.25  per  net  ton,  or  an  average  of  approximately 
$1.20  per  net  ton.  and  the  rates  on  coke  from  the  Connellsville  region 
to  Buffalo  ranged  from  $1.50  to  $1.85  per  net  ton,  or  an  average  of 
approximately  SI. 67. 

It  will  thus  be  seen  that  during  this  period  which  marked  the 
enormous  investment  of  capital  in  the  Iron  and  steel  business  at  Buf- 


IH'O  lh.  I'"'  ion  coal  rate  from  Pittsburgh  to  Buffalo  exceeded  the 
grots  ton  ore  rate  from  lower  lake  points  to  Pittsburgh  by  approxl- 
ly  12  per  cent  and  the  net  ton  coke  rat«  from  Connellcvilte  to 
Buffalo  exceeded  the  ore  rate  to  Pittsburgh  by  approximately  66 
per  ci'iil. 

The  reasonableness  of  these  rates  with  relation  to  each  other  I* 
not  open  to  question.,  as  they  cover  n  period  of  seventeen  years  of 
active  competition,  ten  of  which  were  subsequent  to  the  passage  of 
""  Hepburn  .-n-i.  bringing  them  under  federal  control. 

K'-Kinning  .June  l.l.  11)17,  and  continuing  to  this  date,  various 
changes,  too  numerous  to  detail,  have  been  made  In  ore.  coal  and 
coke  rates  to  an  extent  which  have  deprived  us  of  the  natural  ad- 
vantage of  our  location  and  subjected  us  to  actual  disadvantage  with 
respect  to  our  competitors  at  Pittsburgh  and  other  Interior  points 
These  rates  were  not  contested  during  the  war  for  obvious  reasons. 
The  present  rate  situation  may  be  briefly  summarized  as  follows' 

The  ore  rate  from  lower  lake  ports  to  Pittsburgh  has  declined 
11°™,, an  avcr«Be  of  $1.07  per  gross  ton  Inclusive  of  handling  to 
$1.00^,  or  approximately  6  per  cent. 

The  coal  rate  from  Pittsburgh  to  Buffalo  has  advanced  from  an 
average  of  $1.20  per  net  ton  to  $2.51.  or  approximately  110  per  cent. 

The  coke  rate  from  Connellsville  to  Buffalo  has  advanced  from  an 
average  of  $1.67  per  net  ton  to  $3.64.  or  approximately  118  per  cent 

The  net  ton  coal  rate  to  Buffalo,  which  for  seventeen  years 
exceeded  the  gross  ton  ore  rate  from  lower  lake  ports  to  Pitts- 
burgh by  12  per  cent  now  exceeds  It  by  150  per  cent.  The  net 
ton  coke  rate  from  Connellsville  to  Buffalo  excecdj  it  by  262 
per  cent  instead  of  56  per  cent  as  prevailed  for  seventeen  years 
prior  to  our  entry  into  the  war. 

We  are  well  aware  of  the  financial  problems  confronting  the 
carriers  and  have  no  intention  or  desire  to  state  what  specific 
rates  should  apply  to  the  commodities  in  question.  We  do  how- 
ever, claim  as  our  right  a  readjustment  of  ore  rates  from  lower 
lake  ports  to  inland  furnaces  and  fuel  rates  from  producing 
regions  to  Buffalo,  which  will  return  to  us  the  natural  advantage 
of  our  location. 

Based  upon  the  present  rates  on  iron  ore  from  lower  lake 
ports  to  Pittsburgh  of  $1.00%,  we  are  entitled  to  a  rate  of  ao- 
proxlmately  $1.13  on  coal  from  Pittsburgh  to  Buffalc.  and  a  rate 
of  approximately  $1.57  on  coke  from  Connellsville  to  Buffalo 
If  railroad  operating  costs  are  *uch  as  to  warrant  our  present 
fuel  rates  to  Buffalo,  which  have  been  increased  lir>  per  cent  on 
coal  and  118  per  cent  on  coke,  they  cannot  at  the  same  time 
justify  a  reduction  in  ore  rates  to  Pittsburgh  of  6  per  cent 

We  respectfully  request  that  the  carriers  take  such  action 
as  is  necessary  to  restore  the  prewar  relation  of  these  tales  to 
each  other  upon  whatever  basis  of  revenue  their  necessities 

The  conference  ended  with  nothing  more  definite  than  a 
promise  by  the  railroad  men  in  attendance  that  they  would 
report  what  had  been  said  at  the  conference  and  suggest  early 
action  by  their  superiors. 

Francis  B.  James  wanted  to  know  how  soon  a  decision 
might  be  expected.  D.  L.  Gray  of  the  New  York  Central  told 
him  that,  of  course,  he  could  not  expect  an  answer  tomorrow 
or  the  next  day,  or  even  next  week,  but  that  he  could  expect 
relatively  quick  action  after  the  carriers  had  had  an  opportunity 
to  consider  the  things  the  iron  and  steel  men  had  said 

J.  B.  Large,  for  the  Pennsylvania,  suggested  that,  perhaps  if 
not  probably,  the  executives  who  had  decided  that  the  cut  in  ore 
rates  should  be  made  acted  under  the  impression  that  F.  A. 
Ogden,  of  the  Jones  &  Laughlin  Company,  was  speaking  for  the 
whole  industry  when  he  said  total  elimination  of  the  increase 
on  iron  ore  would  cause  the  industry  to  forego  its  demand  for 
a  25  per  cent  reduction  in  rates  on  ore  and  fuel. 

As  answer  to  the  suggestion  that  the  higher  traffic  exec- 
utives did  not  know  what  they  were  doing,  W.  H.  Donner  read 
a  letter  from  George  D.  Dixon,  of  the  Pennsylvania,  in  which 
Mr.  Dixon  indignantly  repulsed  an  insinuation  that  the  higher 
traffic  executives  did  not  know  exactly  what  they  were  doing 
when  they  traded  with  Mr.  Ogden  a  28  per  cent  reduction  on 
ore  for  a  25  per  cent  reduction  on  ore  and  fuel.  Those  in  the 
conference  thought  it  time  to  laugh  heartily  when  the  sugges- 
tion of  Mr.  Large  was  brought  into  contrast  with  Mr.  Dixon's 
letter. 

At  the  afternoon  part  of  the  conference,  November  7,  N.  L. 
Moon,  speaking  for  the  Eastern  Pig  Iron  Association,  said  the 
eastern  furnaces  desire  reductions  on  both  fuel  and  ore.  Condi- 
tions in  the  eastern  furnace  district,  he  said,  are  worse  than 
in  the  Buffalo.  The  transportation  costs  on  the  raw  materials 
going  into  pig  iron,  he  said,  in  the  eastern  district  total  $14.50 
per  ton,  leaving  only  about  30  per  cent  of  the  sale  price  of  pig 
iron  to  cover  wages,  overhead  and  return  on  investment.  He 
said  the  reduction  in  ore  had  not  been  of  any  benefit  to  the 
interests  represented  by  him.  They  had  made  their  arrange- 
ment for  storing  ore'  in  the  docks  long  before  the  reduction  in 
rates  was  made,  and  they  could  not  change  them  now  so  as  to 
enable  them  to  bring  their  ore  to  the  furnaces  before  needed. 
As  to  the  rates  on  coke,  he  said  the  eastern  furnaces  are  worse 
off  than  Buffalo,  because,  while  the  latter  had  a  rate  of  $3.64 
imposed  on  them,  eastern  Pennsylvania  is  paying  J3.92. 

Richard  Peters,  for  the  Virginia  Pig  Iron  Association,  said 
that  the  increase  in  rates  on  raw  materials  entering  into  pig 
iron  since  1914  was  376  per  cent.  He  said  that  the  Virginia 
furnaces  compete  with  those  at  Buffalo,  although  they  use  75 
per  cent  of  local  ore  and  only  25  per  cent  of  the  upper  lake  ore. 
John  B.  Gross  of  Bethlehem  asked  for  the  restoration  of  the 
relationship  that  existed  in  1917. 

W.  F.  Morris  of  Weirton,  W.  Va.,  although  representing  an 
interior  furnace,  supported  the  position  of  the  lake  front  fur- 
naces. The  Eastern  Pig  Iron  Association  and  the  Virginia  fur- 
naces asked  for  lower  rates  on  fuel  and  opposed  the  restoration 
of  the  rates  on  ore,  as  proposed,  on  January  1,  1922.  He  said 
that  freight  rates  on  commodities  generally  must  come  down 
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before  there  can  be  a  general  restoration  of  business.  Advanc- 
ing the  ore  rates  to  the  Ex  Parte  74  level,  he  said,  would  be  a 
move  in  the  direction  exactly  opposite  that  which  all  railroad 
rates  should  now  take. 


I.  C.  C.  DECISION  ATTACKED 

The  Traffic  World   Washington  Bureau 

In  an  attack  on  one  of  the  Commission's  decisions,  John  F. 
Finerty,  counsel  for  the  Director-General,  and  J.  G.  McMurry, 
counsel  for  the  receiver  of  the  Denver  &  Rio  Grande,  have  asked 
the  Commission  for  further  consideration  in  No.  10648,  Gold 
Hunter  Mining  and  Smelting  Co.  vs.  Director-General  et  al,  and 
No.  10648,  Consolidated  Interstate  Callahan  Mining  Company  et 
al.  vs.  same,  reported  in  63  I.  C.  C.  234.  In  those  cases  the 
Commission  held  the  rates  on  ore  concentrates  unreasonable 
and  awarded  reparation,  amounting,  counsel  said,  to  $159,000, 
notwithstanding  admission  by  the  complainants  that  they  had 
misbilled  their  shipments  over  a  period  of  years,  reporting  to 
the  carriers  the  net  values  of  the  ores  and  concentrates  shipped 
by  them,  as  gross  values,  as  required  by  the  tariffs  because  the 
shippers  considered  the  rates  unreasonable  and  in  violation  of 
the  fourth  section. 

"The  Commission,  instead  of  prosecuting,"  said  Finerty  and 
McMurry  in  their  petition,  "awards  reparation  to  shippers  whom 
the  record  shows  to  have  deliberately  misbilled  their  shipments 
for  a  long  period  of  years.  It  is  possible  that  it  is  too  late  for 
actual  prosecution,  but  this  is  hardly  a  justification  for  reward- 
ing shippers  for  criminal  misbilling  to  the  extent  of  reparation 
amounting  to  approximately  $59,000  against  the  carrier  defend- 
ants and  $100,000  against  the  Director-General.  It  is  certainly 
a  unique  departure  for  the  Commission  to  hold  that  a  shipper, 
because  he  considers  a  tariff  regulation  unreasonable,  may,  with 
or  without  the  collusion  of  the  carrier,  not  only  with  impunity, 
deliberately  violate  the  tariff,  but  be  awarded  for  so  doing. 

"There  can  be  no  question  on  the  record,  and  none  is  made 
in  the  Commission's  report,  of  the  fact  that  the  complainants 
knew  that  the  tariffs  provided  for  a  'gross  value'  and  yet  de- 
liberately and  knowingly  furnished  the  'net  value,'  expressly 
representing  it  as  the  'gross  value."  This  deliberate  and  inten- 
tional violation  of  the  tariff  certainly  can  not  be  justified,  even 
if  the  plaintiffs  considered  the  tariff  unreasonable,  and  even  if 
the  carriers  and  the  Director-General  were  parties  to  such  vio- 
lation. There  is  not  the  slightest  evidence  of  record  that  the 
Director-General  was  in  any  way  a  party  to  the  violation,  nor, 
except  for  the  testimony  of  the  general  manager  of  the  smejt- 
ing  company  that  he  assumed  the  Denver  &  Rio  Grande  knew 
of  and  accepted  his  interpretation  of  the  tariff,  is  there  any 
evidence  that  the  carriers  knew  of  this  violation.  If  the  Com- 
mission believes  that  the  carriers  did  know  of  it,  it  would  be 
the  Commission's  duty  to  prosecute  the  carriers  as  well  as  the 
complainants.  Even  if  the  Commission  by  the  lapse  of  time 
is  now  powerless  to  punish  the  offense,  and  must  to  that  extent 
condone  it,  the  Commission  certainly  should  not  go  beyond  the 
necessities  of  the  case  and  reward  the  criminal. 

"The  Commission  would  not  be  justified,  even  as  to  the 
carriers,  in  treating  the  parties  as  in  particeps  criminis  and  in 
refusing  on  that  ground  to  require  the  payment  of  the  pub- 
lished charges,  since,  aside  from  the  assumption  of  the  general 
manager  of  the  smelting  company  above  referred  to,  there  is 
no  evidence  that  the  carriers  knew  of  the  violation  of  the  tariff 
provisions.  Certainly  the  Commission  would  not  be  justified  in 
indulging  any  such  theory  against  the  Director-General  where 
there  is  no  pretense  that  he  was  a  party  to  any  violation  and 
where  the  result  will  be  to  deplete  the  public  revenues  to  the 
extent  of  approximately  $100,000.  Indeed,  the  Director-General 
submits,  on  the  contrary,  that  even  if  the  Commission  believed 
the  published  charges  to  be  unreasonable,  the  Commission  un- 
der such  circumstances  of  criminal  misbilling  should  refuse  any 
relief  to  the  complainants. 

"In  conclusion,  the  defendant  carriers  and  the  Director- 
General  most  respectfully  submit  that  the  Commission  should 
reconsider  its  report  herein  and  should'  hold  both  the  'gross 
value"  rule  and  the  charges  resulting  from  it  and  the  Salida 
rate  to  be  neither  unreasonable  nor  unduly  prejudicial;  further, 
that  the  Commission  should  hold  that  the  undercharges  result- 
ing from  the  deliberate  and  intentional  misbill'ng  by  the  com- 
plainants may  not  be  waived  and  must  be  collected;  finally, 
that  the  Commission  should  make  clear  once  and  for  all  that  no 
shipper,  with  or  without  the  collusion  of  a  carrier,  may  with 
the  sanction  of  this  Commission,  violate  published  tariffs  on  the 
plea  that  in  the  opinion  of  the  shipper  such  tariffs  are  unrea- 
sonable. The  Commission's  report  as  it  now  stands  can  not 
fail  to  be  considered  little  short  of  an  inducement  to  such 
violation." 


CHANGE   IN   DOCKET 

Hearing  in  13035,  the  Monongahela  Power  &  Ry.  Co.  vs. 
Director-General,  assigned  for  November  12  at  Fairmont,  W. 
Va.,  was  canceled. 


COMMISSION  ORDERS 

Petition  of  the  American  Railway  Express  Co.,  respondent, 
and  Bangor  &  Aroostook  Railroad  Co.,  intervener,  for  rehearing 
and  reargument  in  I.  and  S.  1345.  Express  rates  on  Bangor  & 
Aroostook  Railroad  in  Maine,  has  been  denied. 

The  order  of  the  Commission  denying  complainant's  peti- 
tion for  rehearing  entered  January  4  in  No.  10885,  Indian  Refin- 
ing Co.,  Inc.  vs.  Director-General,  B.  &  O.  et  al.,  has  been  vacated 
and  the  proceeding  reopened  for  further  consideration  on  the 
record  as  made. 

On  petition  of  complainants  the  Commission  has  reopened 
for  oral  argument  No.  11760,  Frank  P.  Miller  Paper  Co.  et  al.  vs. 
Pennsylvania  and  Philadelphia  &  Reading. 

On  petition  of  complainants  the  Commission  has  reopened 
for  further  hearing  No.  10704,  Tidewater  Oil  Co.  vs.  Director- 
General,  Central  Railroad  of  New  Jersey,  et  al. 

Petition  for  reargument  or  reconsideration  of  No.  11238, 
Buxton-Smith  Co.  vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  filed 
by  the  Director-General  has  been  denied. 

Complainants'  petition  for  rehearing  in  No.  10461,  Peerless 
Coal  Co.  of  Illinois  vs.  A.  T.  &  S.  F.  et  al.,  and  10461  (Sub  No. 
1),  The  Jones  and  Adams  Coal  Co.  vs.  Same,  has  been  denied. 

Upon  petition  of  applicant  the  Commission  has  reopened  for 
further  hearing  Finance  Docket  1105,  in  the  matter  of  the  ap- 
plication of  the  Detroit  &  Toledo  Shore  Line  Railroad  Com- 
pany for  authority  to  issue  capital  stock  as  dividends. 

Application  of  Agent  Fonda,  dated  September  8,  which 
sought  modification  of  the  Commission's  order  in  No.  11764,  In 
the  Matter  of  Intrastate  Rates  Within  the  State  of  Texas,  so 
as  to  permit  the  publication  of  reduced  intrastate  rates  with- 
out reduction  in  the  corresponding  interstate  rates  on  lumber 
and  articles  taking  same  rates  between  points  on  the  Inter- 
national &  Great  Northern;  and  on  cement,  carloads,  from  Ce- 
mentville  to  San  Antonio,  Tex.,  has  been  denied. 

On  petition  of  defendants  for  further  hearing  in  No.  11824, 
Farley  &  Loetscher  Mfg.  Co.  et  al.  vs.  Director-General,  A.  T. 
&  S.  F.  et  al.,  the  Commission  has  reopened  that  case  for  fur- 
ther hearing  in  so  far  as  it  relates  to  the  rates  to  El  Paso 
group  points  and  has  vacated  its  order  of  July  15  in  so  far  as 
it  relates  to  these  rates.  The  defendants  have  been  authorized 
to  cancel,  on  one  day's  notice,  rates  established  in  compliance 
with  the  above  mentioned  order  to  El  Paso  group  points  and 
to  establish,  on  like  notice,  rates  to  El  Paso  group  points  in 
effect  prior  to  November  1. 

Petition  for  rehearing  in  No.  9702,  Memphis-Southwestern 
Investigation  filed  by  Public  Service  Commission  of  Missouri, 
has  been  denied. 

The  Chamber  of  Commerce  of  the  city  of  Milwaukee  and  the 
Minneapolis  Traffic  Association  have  been  permitted  to  inter- 
vene in  No.  13000,  Board  of  Railroad  Commissioners  of  the  State 
of  South  Dakota  vs.  C.  &  N.  W.  et  al. 

The  Southwestern  Millers'  League,  the  Kansas  City  Millers' 
Club  and  the  Chamber  of  Commerce  of  the  city  of  Milwaukee 
have  been  permitted  to  intervene  in  No.  13033,  the  Atchison 
Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  St.  Louis  Independent  Packing  Company  has  been  per- 
mitted to  intervene  in  No.  13107,  National  Live  Stock  Exchange 
vs.  A.  T.  &  S.  F.  et  al. 

The  complaint  in  No.  12798,  Galveston  Commercial  Asso- 
ciation vs.  G.  H.  &  S.  A.  et  al.,  has  been  amended  by  making 
the  Alabama  Great  Southern  and  others  additional  parties  de- 
fendant. 

The  Commission  has  suspended  the  operative  date  of  its 
order  in  I.  and  S.  1303,  from  November  28  to  January  1.  That 
is  the  case  in  which  it  prescribed  class  rates  from  Virginia 
cities,  eastern  seaboard,  and  related  points  to  Mississippi  Valley 
destinations. 

On  request  of  complainant  the  Commission  has  dismissed 
No.  11175,  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director-General 
and  Pennsylvania. 

On  petition  of  defendants  the  Commission  has  reopened  No. 
11885,  West  Kentucky  Coal  Bureau  vs.  Illinois  Central  et  al., 
for  further  hearing  solely  with  respect  to  the  rates  to  Festus 
and  Crystal  City,  Mo.,  and  intermediate  points.  Its  order  of 
July  22  has  been  vacated  in  so  far  as  it  relates  to  the  rates 
above  mentioned. 

The  Sioux  City  Board  of  Trade  has  been  permitted  to  inter- 
vene in  No.  13033,  the  Atchison  Board  of  Trade  et  al.  vs.  A.  T. 
&  S.  F.  et  al. 

Petitions  for  rehearing  in  No.  10357,  Seaboard  By-Product 
Coke  Co.  vs.  Director-General,  D.  L.  &  W.  et  al.,  and  cases  affili- 
ated therewith,  filed  by  various  defendants  and  the  Providence 
Gas  Company,  intervener,  have  been  denied. 

The  Commission  has  reopened  for  further  consideration 
upon  the  record  as  made  in  No.  11564,  Laclede  Steel  Co.  vs. 
Director-General,  C.  &  A.  et  al.,  and  has  consolidated  that  case 
with  No.  12806,  Roxana  Petroleum  Co.  vs.  Director-General,  C.  & 
A.  et  al. 
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INTERLOCKING  DIRECTORATES 

The  Tragic  World   Washington  Bureau 

Applications  of  officials  of  railroad  companies  and  of  rail 
road  companies  on  behalf  of  their  officials  for  suspension  of  the 
provisions  of  the  transportation  act  against  Interlocking  directo- 
rates after  December  31  are  being  received  at  the  Commission 
in  increasing  numbers. 

The  Southern  Pacific  Company  filed  an  application  asking 
pi'i  mission  to  continue  common  directors  and  officers  of  that 
company  and  its  proprietary  companies.  Julius  Kruttschnltt, 
director  and  chairman  of  the  Southern  Pacific  Company  and  of 
subsidiary  affiliated  companies,  and  director  of  the  Erie  and  of 
i  In1  Chicago  &  Erie,  a  subsidiary  of  the  Erie,  filed  an  application 
for  suspension  of  the  provision  as  to  him. 

E.  P.  Swenson,  a  director  of  the  Southern  Pacific  Company 
and  certain  of  the  subsidiary  companies  of  that  system,  and 
also  of  the  Houston  &  Brazos  Valley  of  Texas,  filed  a  similar 
application. 

J.  Horace  Harding  filed  an  application  as  a  director  of  the 
Southern  Pacific,  Wabash,  New  York,  Ontario  &  Western,  the 
New  Haven  and  subsidiary  companies  thereof,  the  New  England 
Navigation  Company,  a  part  of  the  New  Haven,  and  of  the 
American  Railway  Express  Company  and  the  American  Express 
Company. 

H.  R.  Kurrie  filed  an  application  as  president  and  director 
of  the  Chicago,  Indianapolis  &  Louisville,  a  director  of  the  Chi- 
cago &  Western  Indiana,  a  director  of  the  Belt  Railway  Com- 
pany of  Chicago,  and  a  director  of  the  Kentucky  &  Indiana  Ter- 
minal Railroad  Company. 

H.  T.  Evans  filed  an  application  as  comptroller  of  the  Chi- 
cago, Indianapolis  &  Louisville  and  as  a  director  of  the  Ken- 
tucky &  Indiana  Terminal  Railroad  Company. 

The  Chicago  Junction  Railway  Company,  the  Chicago  River  & 
Indiana  Railroad  Company,  and  the  Union  Stock  Yard  &  Transit 
Company  of  Chicago  filed  a  joint  application  as  to  the  common 
officers  and  directors  of  those  companies. 

The  Chicago,  Rock  Island  &  Pacific  Railway  Company  filed 
an  application  on  behalf  of  officers  and  directors  of  that  com- 
pany and  affiliated  companies. 

Jules  S.  Bache  filed  an  application  as  a  director  and  vice- 
president  of  the  Minneapolis  &  St.  Louis,  a  director  and  vice- 
president  of  the  Ann  Arbor,  a  director  of  the  Manistique  &  Lake 
Superior,  a  subsidiary  of  the  Ann  Arbor;  a  director  of  the  To- 
ledo, St.  Louis  &  Western. 

Henry  K.  McHarg  of  New  York  has  applied  to  the  Commis- 
sion for  permission  to  serve  as  a  director  of  the  New  England 
Steamship  Company,  the  New  York  &  Stanford  Railroad  Com- 
npany,  the  New  York,  Ontario  &  Western  Railway  Company, 
and  as  president  and  director  of  the  Detroit  &  Mackinac  Rail- 
way Company. 

C.  W.  Michel,  of  New  York,  applied  to  the  Commission  for 
permission  to  hold  the  position  of  a  director  of  the  St.  Louis- 
San  Francisco  and  its  subsidiary  companies,  and  the  Marquette 
&  Bessemer  Dock  &  Navigation  Co. 

F.  A.  Chamberlain  of  Minneapolis,  Minn.,  has  applied  to  the 
Commission  for  authority  to  hold  the  positions  of  director  of 
the  Minneapolis  &  St.  Louis,  and  director  and  president  of  the 
Minneapolis  Eastern  Railway  Company. 

Ogden  Mills  of  Staatsburg,  N.  Y.,  applied  for  permission 
to  act  as  a  director  of  the  Southern  Pacific,  the  New  York  Cen- 
tral, the  New  York  &  Harlem,  the  West  Shore,  and  the  Virginia 
&  Truckee,  of  which  companies  the  New  York  &  Harlem  and 
the  West  Shore  are  subsidiaries  of  the  New  York  Central. 

The  Nevada  Northern  Railway  Company,  the  Bingham  & 
Garfield  Railway  Company  and  the  Ray  &  Gila  Valley  Railroad 
Company  asked  approval  of  common  directors  and  officers. 

L.  C.  Fritch  of  Chicago  asked  permission  to  retain  positions 
as  a  vice-president  of  the  Chicago,  Rock  Island  &  Pacific  Railway 
Company  and  as  vice-president  of  the  Minneapolis  &  St.  Louis. 

Charles  H.  Worcester  of  Chassell,  Mich.,  applied  to  the  Com- 
mission for' authority  to  hold  the  position  of  president,  treasurer 
and  director  of  the  Ontonagon  Railroad  Co.,  and  also  of  the 
Houghton,  Chassell  &  Southwestern  Railroad. 

The  Railway  Transfer  Co.  of  Minneapolis,  Minn.,  filed  an 
application  on  behalf  of  persons  holding  official  positions  with 
it  and  also  with  the  Minneapolis  &  St.  Louis. 

The  Charleston  &  Western  Carolina  filed  an  application 
on  behalf  of  its  officials  which  hold  positions  in  other  com- 
panies. 

W.  K.  Vanderbilt,  of  Northport,  L.  I.,  asked  permission  to 
retain  his  positions  as  official  or  director  in  the  New  York 
Central  lines  and  affiliated  companies  and  the  Chicago  &  North 
Western  system  lines. 

J.  Ogden  Armour  of  Chicago  filed  application  for  permission 
to  hold  the  position  of  director  of  the  Chicago,  Milwaukee  & 
St.  Paul  and  the  Illinois  Central. 

Andrew  J.  Miller  of  New  York  has  applied  to  the  Commis- 
sion for  authority  to  hold  the  position  of  director  of  the  Kansas 
City  Southern,  director  of  the  Missouri,  Kansas  &  Texas,  and 
president  and  director  of  the  Rio  Grande  Junction  Railway  Co. 

The  East  Tennessee  &  Western  North  Carolina  asked  per- 


mission for  Its  offlcer«  and  directors  to  serve  In  like  capacities 
with  the  Linville  River  Railway  Co. 

William  Plerson  Hamilton  of  New  York  asked  for  authority 
to  serve  as  a  director  of  the  Copper  River  &  Northwestern  Rail- 
way, the  New  York,  Susquehanna  &  Western  and  the  New  Jer- 
sey &  New  York  Railroad  Co. 

Stephen  Birch  of  New  York  asked  permission  to  serve  as 
president  and  director  of  the  Copper  River  &  Northwestern, 
director  of  the  Northern  Pacific  and  of  the  Nevada  Northern 
Railway  Company. 

The  Norfolk  &  Western  filed  an  application  on  behalf  of  its 
officers  and  directors  which  hold  positions  in  affiliated  or  sub- 
sidiary companies. 

Allan  C.  Rearlck  of  Summit,  N.  J.,  asked  permission  to  serve 
as  director  and  counsel  of  the  Chesapeake  &  Ohio,  director  of 
the  Rock  Island,  and  director  of  the  M.  K.  &  T.,  as  well  as 
counsel  to  the  receiver  of  the  latter  road,  and  also  as  director 
and  counsel  of  subsidiary  companies  of  the  C.  &  O. 

F.  R.  Raiff  of  New  York  asked  permission  to  serve  as  a 
vice-president  and  director  of  the  Copper  River  &  Northwestern 
and  also  of  the  Missouri-Illinois  Railroad  Company. 

David  A.  Reed  of  Pittsburgh,  Pa.,  filed  an  application  asking 
permission  to  hold  the  position  of  director  of  the  Bessemer  & 
Lake  Erie,  the  Pittsburgh,  Bessemer  &  Lake  Erie,  the 
Union  Railroad  Co.,  the  Monongahela  Southern  Railroad  Co., 
the  St.  Clair  Terminal  Railroad  Co.,  the  Pittsburgh  &  Ohio  Val- 
ley Railway  Co.,  and  the  Etna  &  Montrose  Railroad  Co. 

James  H.  Reed  of  Pittsburgh,  Pa.,  asked  permission  to  hold 
the  position  of  vice-president  and  director  of  the  Youngstown  & 
Northern,  president  and  director  of  the  Pittsburgh,  Bessemer  & 
Lake  Erie,  the  Bessemer  &  Lake  Erie,  the  Union  Railroad  Co., 
the  Monongahela  Southern,  the  St.  Clair  Terminal,  the  Pittsburgh 
&  Ohio  Valley,  the  Etna  &  Montrose,  the  Sharon  Connecting 
Railroad  Co.,  and  the  Mercer  Valley  Railroad  Co. 

George  E.  Campbell  of  Bellevue,  Pa.,  asked  permission  to 
serve  as  auditor  and  general  freight  agent  and  director  of  the 
Union  Railroad  Co.,  Monongahela  Southern,  St.  Clair  Terminal, 
Pittsburgh  &  Ohio  Valley,  Etna  &  Montrose,  Mercer  Valley,  and 
auditor  and  director  of  the  Sharon  Connecting,  and  auditor  and 
general  freight  agent  of  the  Youngstown  &  Northern. 

F.  R.  McFeatters  of  Wilkinsburg,  Pa.,  asked  permission  to 
serve  as  general  superintendent  and  director  of  the  Union  Rail- 
road Co.,  director  of  the  Monongahela  Southern,  the  St.  Clair 
Terminal,  the  Pittsburgh  &  Ohio  Valley  and  the  Etna  &  Mon- 
trose. 

Robert  T.  Rossell  of  Pittsburgh,  Pa.,  asked  permission  to 
serve  as  vice-president  and  director  of  the  Union  Railroad  Co., 
the  Monongahela  Southern,  the  St.  Clair  Terminal,  the  Pittsburgh 
&  Ohio  Valley,  the  Etna  &  Montrose,  the  Mercer  Valley  and 
Sharon  Connecting,  and  as  director  of  the  Bessemer  &  Lake  Erie 
and  of  the  Pittsburgh,  Bessemer  &  Lake  Erie. 

William  A.  Parker  of  Wilkinsburg,  Pa.,  asked  permission  to 
serve  as  purchasing  agent  of  the  Bessemer  &  Lake  Erie,  the 
Union  Railroad  Co.,  the  Monongahela  Southern,  the  St.  Clair 
Terminal,  the  Pittsburgh  &  Ohio  Valley,  the  Etna  &  Montrose 
and  the  Mercer  Valley. 

J.  C.  McKalip  of  Pittsburgh,  Pa.,  asked  permission  to  serve 
as  general  auditor  and  director  of  the  Bessemer  &  Lake  Erie, 
and  auditor  of  the  Pittsburgh,  Bessemer  &  Lake  Erie,  the  Mead- 
ville,  Conneaut  Lake  &  Linesville,  and  the  Unity  Railways  Co. 

William  A.  Seifert  of  Pittsburgh,  Pa.,  asked  permission  to 
serve  as  director  of  the  Bessemer  &  Lake  Erie,  the  Pittsburgh, 
Bessemer  &  Lake  Erie,  the  Union  Railroad  Co.,  the  Mononga- 
hela Southern,  the  St.  Clair  Terminal,  the  Pittsburgh  &  Ohio 
Valley,  the  Etna  &  Montrose,  the  Sharon  Connecting  and  the 
Mercer  Valley. 

George  W.  Kepler  of  Pittsburgh,  Pa.,  asked  permission  to 
serve  as  president  and  director  of  the  Meadville,  Conneaut  Lake 
&  Linesville,  and  secretary  and  treasurer  and  director  of  the 
Pittsburgh,  Bessemer  &  Lake  Erie,  the  Bessemer  &  Lake  Erie, 
the  Union  Railroad  Co.,  the  Monongahela  Southern,  the  St. 
Clair  Terminal,  the  Pittsburgh  &  Ohio  Valley,  the  Etna  &  Mon- 
trose, the  Sharon  Connecting,  the  Mercer  Valley  and  the  Young- 
stown &  Northern. 

E.  H.  Utley  of  Pittsburgh,  Pa.,  asked  permission  to  serve 
as  vice-president  and  general  manager  and  director  of  the  Bes- 
semer &  Lake  Erie,  and  vice-president  and  director  of  the  Pitts- 
burgh, Bessemer  &  Lake  Erie. 

Henry  O.  Havemeyer  of  New  York  asked  permission  to  serve 
as  director  of  the  Copper  River  &  Northwestern,  and  president 
and  director  of  the  Brooklyn  Eastern  District  Terminal. 


N.  Y.  C.   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  New 
York  Central  to  issue  $19.500,000  of  6  per  cent  refunding  and 
improvement  mortgage  bonds,  series  B,  and  to  pledge  them  with 
the  Director-General  of  Railroads  as  security  for  a  demand  note 
of  like  amount.  The  note  was  given  under  date  of  August  4, 
1921,  in  payment  of  the  company's  indebtedness  to  the  United 
States  for  expenditures  on  account  of  additions  and  betterments 
during  federal  control.  The  bonds  to  be  issued  will  mature 
October  1,  2013. 
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VALUATION  REPORTS 

The  Traffic  World  Washington  Bureau 

In  a  tentative  final  valuation  report  the  Commission  has 
valued  the  property  of  the  New  York,  Philadelphia  &  Norfolk, 
owned  by  the  Pennsylvania  and  extending  from  Norfolk,  Va.,  to 
Delmar,  Del.,  at  $10,976,927  as  of  June  30,  1915.  The  land  part  of 
the  line  is  95  miles  long.  It  has  branches  17  miles  long  and 
a  water  line  36  miles  long,  extending  from  the  part  of  Virginia 
east  of  Chesapeake  Bay,  to  Norfolk  and  other  points  in  Hampton 
Roads. 

The  reproduction  new  value  was  set  down  as  $11,465,517 
and  reproduction  less  depreciation  value,  as  $8,549,839.  The 
company's  books  show  its  assets  as  totaling  $12,996,485.  The 
valuation  made  by  the  Commission  does  not  include  property 
not  used  in  transportation  service,  so  the  valuations  on  the  basis 
of  reproduction  new  and  reproduction  less  depreciation  do  not 
purport  to  cover  all  the  assets. 

At  the  same  time  the  Commission  made  public  the  tenta- 
tive final  value  of  the  Union  Point  &  White  Plains  Railroad  in 
Georgia,  as  of  June  30,  1916,  at  $100,500,  and  the  Sandy  River 
&  Rangeley  Lakes  Railroad  in  Maine,  as  of  June  30,  1916,  at 
$1,359,427. 

The  Commission  has  served  tentative  final  valuations  on  the 
properties  of  the  Augusta  Union  Station  Company  as  of  June 
30,  1916,  and  of  the  Angola  Transfer  Company  as  of  June  30, 
1917.  It  found  a  final  value  of  $193,649  on  the  property  wholly 
owned  and  used  of  the  Augusta  and  a  final  value  of  $160,000  on 
the  Angola. 

In  a  tentative  final  valuation  report  on  the  property  of  the 
Cape  Charles  Railroad  Company,  as  of  June  30,  1915,  the  Com- 
mission has  found  a  final  value  of  $143,412. 

In  tentative  final  valuation  reports  the  Commission  has 
placed  a  final  value  of  $41,900  on  the  property  of  the  Muncie 
&  Western  Railroad  Company,  a  belt  line  at  Muncie,  Ind.,  as 
of  June  30,  1916;  a  final  value  of  $343,837  on  the  property  of 
the  Chesapeake  &  Western  Railway,  as  of  June  30,  1916,  and  a 
final  value  of  $425,000  on  the  Chesapeake  &  Western  Railroad 
Company,  as  of  June  30,  1916. 

The  Commission  has  placed  a  tentative  final  value  of  $230,- 
000  on  the  property  of  the  Rosslyn  Connecting  Railroad  Com- 
pany as  of  June  30,  1915.  The  road  connects  with  the  Wash- 
ington Southern  near  Washington,  D.  C. 

The  Commission  has  placed  a  tentative  final  value  of  $19,123 
on  the  property  of  the  Massillon  (Ohio)  Belt  Railway  Company 
as  of  June  30,  1916. 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic   World   Washington  Bureau 

Only  by  specializing  in  the  movement  of  refrigerator  equip- 
ment and  by  withdrawing  it  from  all  except  perishable  traffic, 
which  represents  a  transportation  loss  by  reason  of  moving 
cars  empty  when  they  might  otherwise  be  loaded,  has  it  been 
possible  to  meet  current  needs,  the  car  service  division  of  the 
American  Railway  Association  said,  in  an  information  bulletin 
relative  to  the  loading  of  revenue  freight. 

"The  demand  for  box  cars  is  nearly  equal  to  the  available 
supply  in  the  aggregate,"  the  division  said.  "For  certain  com- 
modities the  supply  is  tight;  for  other  loading  cars  are  avail- 
able somewhat  in  excess  of  demand.  Box  car  loading  in  New 
England  is  brisk,  with  car  shortages  in  prospect.  Demand  for 
coal  cars  indicates  that  the  pressure  which  was  apparent  one 
week  ago  has  eased  somewhat,  especially  in  the  eastern  ter- 
ritory, due  presumably  to  the  withdrawal  of  the  strike  orders. 
In  the  Illinois,  Indiana  and  Ohio  mining  districts  the  increased 
loading  previously  reported  is  being  sustained.  Stock  and  flat 
cars  not  especially  active,  and  supply  equal  to  demand. 

"Reports  from  the  steel  district  indicate  some  increase  in 
the  production  of  beehive  coke,  one  company  firing  up  950 
ovens  during  the  past  week  with  550  more  to  be  fired  this  week. 
This  increased  production  of  coke  presages  an  increase  in  op- 
eration of  iron  and  steel  mills." 

The  movement  of  iron  ore  in  consuming  territory  has  re- 
ceived a  stimulus  during  the  past  week  and  apparently  also 
indicates  greater  activity  in  this  industry,  the  division  said. 

Remarking  that  for  the  week  ended  October  22  car  loading 
reached  95  per  cent  of  the  highest  loading  of  record,  the  divi- 
sion said  that  with  the  available  car  and  locomotive  supply,  "it 
would  appear  that  the  railroads  are  still  able  to  absorb  dddi- 
tional  traffic."  The  division  also  pointed  to  the  fact  that  the 
average  car  loading  in  July  this  year  was  27.5  tons,  as  com- 
pared by  29.5  tons  in  July,  1920,  a  loss  this  year  of  2  tons  per 
car. 

"This  loss  in  loading,  unless  overcome,  will  seriously  affect 
the  carriers'  ability  to  handle  increased  traffic,"  the  division  said. 

Revenue  freight  loading  dropped  slightly  in  the  week  ended 
October  29  as  compared  with  the  preceding  week,  the  total 
number  of  cars  being  952,621  as  against  962,292  in  the  week 
ended  October  22,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association.  In  1920 


in  the  corresponding  week  the  total  was  981,242  cars  and  in 
1919,  935,479  cars. 

As  compared  with  the  preceding  week  there  were  decreases 
in  the  loading  of  grain  and  grain  products;  live  stock,  coal,  ore 
and  miscellaneous  freight,  and  increases  in  the  loading  of  coke, 
forest  products,  and  merchandise,  L.  C.  L. 

Grain  and  grain  products  loading  decreased  from  51,001  to 
48,949  cars;  live  stock  from  40,188  to  37,505;  coal  from  212,219 
to  207,693;  ore  from  23,186  to  18,209;  and  miscellaneous  from 
338,985  to  338,922. 

Coke  increased  from  6,647  to  7,339;  forest  products  from 
53,426  to  54,348;  and  merchandise,  L.  C.  L.,  from  236,640  to 
239,656. 

The  loading  by  districts  in  the  week  ended  October  29 
and  the  corresponding  week  of  1920  was  as  follows : 

Eastern  district:  Grain  and  grain  products,  12,254  and 
5,643;  live  stock,  3,686  and  2,782;  coal,  52,306  and  60,169;  coke, 
2,693  and  3,612;  forest  products,  5,261  and  7,843;  ore,  4,467  and 
10,130;  merchadnsie,  L.  C  L.,  65,822  and  51,051;  miscellaneous, 
98,019  and  97,212;  total,  1921,  244,508;  1920,  238,442;  1919, 
222,840. 

Allegheny  district:  Grain  and  grain  products,  3,541  and 
2,320;  live  stock,  3,696  and  3,464;  coal,  58,940  and  67,362;  coke, 
2,614  and  8,046;  forest  products,  3,196  and  3,450;  ore,  5,123  and 
12,068;  merchandise,  L.  C.  L.,  50,801  and  42,015;  miscellaneous, 
68,012  and  71,702;  total,  1921,  195,923;  1920,  210,427;  1919, 
201,498. 

Pocahontas  district:  Grain  and  grain  products,  276  and  96; 
live  stock,  441  and  277;  coal,  24,681  and  24,184;  coke,  212  and 
969;  forest  products,  1,457  and  1,797;  ore,  2  and  257;  mer- 
chandise, L.  C.  L.,  5,870  and  5,189;  miscellaneous,  4,700;  total, 
1921,  36,980;  1920,  37,469;  1919,  40,437. 

Southern  'district:  Grain  and  grain  products,  3,737  and 
2,844;  live  stock,  2,549  and  2,458;  coal,  27,657  and  26,745;  coke, 
562  and  1,401;  forest  products,  16,967  and  18,371;  ore,  563  and 
2,988;  merchandise,  L  C.  L.,  39,331  and  35,587;  miscellaneous, 
41,863  and  38,973;  total,  1921,  133,229;  1920,  129,367;  1919, 
131,526. 

Northwestern  district:  Grain  and  grain  products,  13,080 
and  12,867;  live  stock,  10,136  and  9,329;  coal,  12,590  and  11,171; 
coke,  196  and  479;  forest  products,  7,329  and  6,649;  ore,  770 
6,463  and  38,991;  merchandise,  L.  C.  L.,  29,368  and  30,793; 
miscellaneous,  39,875  and  38,698;  total,  1921,  125,149;  1920, 
158,440;  1910,  140,515. 

Central  Western  district:  Grain  and  grain  products,  12,215 
and  9,900;  live-stock,  13,779  and  12,058;  coal,  25,548  and  25,503; 
coke,  196  and  179;  forest  products,  7,329  and  6,649;  ore,  770 
and  3,040;  merchandise,  L.  C.  L.,  32,525  and  31,771;  miscellane- 
ous, 55,751  and  51,417;  total,  1921,  148,113;  1920,  140,817;  1919, 
139,200. 

Southwestern  district:  Grain  and  grain  products,  3,846  and 
3,826;  live  stock,  3,218  and  2,499;  coal,  5,971  and  7,852;  coke. 
190  and  149;  forest  products,  7,373  and  6,601;  ore  821  and  565; 
merchandise,  L.  C.  L ,  15,939  and  17,034;  miscellaneous,  31,361 
and  27,754;  total,  1921,  68,719;  1920,  66,280;  1919,  59,463. 

Total,  all  roads:  Grain  and  grain  products,  48,949  and 
37,496;  live  stock,  37,505  and  32,867;  coal,  207,693  and  222,986; 
coke,  7,339  and  16,492;  forest  products,  54,348  and  59,466;  ore. 
18,209  and  68,039;  merchandise,  L.  C.  L.,  239,656  and  213,440; 
miscellaneous,  338,922  and  330,465;  total,  1921,  952,621;  1920, 
981,242;  1919,  935,479. 


BURR  FOR  PLACE  ON  I.  C.  C. 

The  Traffic  World  Washington  Bureau 

President  Harding  has  been  urged  by  Senators  Trammell 
and  Fletcher  of  Florida  to  appoint  R.  Hudson  Burr,  chairman 
of  the  Florida  commission,  to  the  Interstate  Commerce  Commis- 
sion. Mr.  Burr  was  formerly  president  of  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners  and  he  has  been 
•a  member  of  the  Florida  commission,  for  many  years.  His  ap- 
pointment as  an  Interstate  Commerce  Commissioner  was  urged 
when  former  President  Wilson  was  in  office.  Should  the  Presi- 
dent decide  not  to  reappoint  Commissioner  Hall,  who  is  a  Demo- 
crat and  whose  term  expires  at  the  end  of  this  year  along  with 
that  of  Commissioner  Aitehison,  Republican,  friends  of  Mr.  Burr 
say,  the  chances  for  the  appointment  of  Mr.  Burr  as  a  southern 
Democrat  would  be  good. 


SEEK  CONTROL  OF  A.  &  N.  M.  RAILWAY 
The  El  Paso  &  Southwestern  Company  has  applied  to  the 
Commission  for  approval  and  authorization  of  the  acquisition 
of  control  of  the  Arizona  &  New  Mexico  Railway  Company  by 
the  purchase  of  stock  and  otherwise.  It  also  asks  authority 
to  issue  $3,500,000  short-term  notes  for  the  purpose  of  purchas- 
ing the  bonds  and  stock  of  the  Arizona  New  Mexico  Railway 
Company.  The  El  Paso  &  Southwestern  Company,  the  El  Paso 
&  Southwestern  Railroad  Company  and  the  Arizona  &  New 
Mexico  Railway  Company  made  joint  application  for  authority 
to  the  El  Paso  &  Southwestern  Railroad  Company  to  lease  and 
operate  the  properties  of  the  Arizona  &  New  Mexico. 


.Nmemliei-    12,   1921 
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NEW  SHIPPING  LEGISLATION 

Tht  Traffic  World   Washington  Bureau 

A  bill  (S.  2678)  requiring  all  ships  sailing  under  a  foreign 
Hag  and  entering  the  ports  of  the  United  States  or  clearing  there- 
from to  have  a  permit  from  the  United  States  Shipping  Board 
has  been  introduced  by  Senator  Jones,  of  Washington,  chairman 
of  the  Senate  commerce  committee.  It  provides  that  from  and 
alter  90  days  after  passage  foreign  vessels  must  have  the  permit 
iiiul  that  in  issuing  or  refusing  any  such  permit  the  board  "is 
auihori/.i'd  and  directed  to  impose  or  require  compliance  with 
such  conditions  as  it  may  deem  necessary  to  promote  the  develop- 
ment and  protect  the  interests  of  the  American  merchant  mar- 
ine."  and  that  "such  permits  shall  be  issued  for  such  length  of 
time  as  may  be  determined  by  the  United  States  Shipping  board, 
and  may  be  canceled  upon  such  notice  as  may  be  fixed  from  time 
to  time  by  such  board." 

Senator  Jones  also  introduced  a  bill  (S.  2681)  providing 
"that  the  fhaster  of  a  ship  of  the  United  States  is  hereby  given 
the  right  to  assert  a  claim  against  the  vessel  of  which  he  is 
master  for  his  wages  and  disbursements  when  the  owners  of  the 
vessel  are  insolvent  and  the  master  would  lose  his  claim  if  not 
permitted  to  assert  it  against  the  vessel." 


RAILROAD   STEAMSHIP   CONTRACTS 

The  Traffic   World   Washington  Bureau 

Representatives  of  railroad  companies  that  have  agree- 
ments or  contracts  with  steamship  companies  operating  vessels 
under  foreign  flags  or  that  have  foreign  connections  have  been 
called  before  the  Shipping  Board  to  explain  the  contracts,  and 
the  board  will  demand  abrogation  of  all  such  contracts  as  are 
regarded  as  detrimental  to  the  American  merchant  marine, 
according  to  A.  D.  Lasker,  chairman  of  the  Shipping  Board. 
The  contracts  and  agreements  in  question  are  on  file  with  the 
Commission  and  were  outlined  in  The  Traffic  World  of  July  9, 
1921,  p.  76. 

Mr.  Lasker  said  he  had  taken  up  the  question  of  the  con- 
tracts with  President  Harding  and  that  the  President  felt  the 
same  way  that  he  did  about  them. 

The  Senate  Nov.  8  adopted  the  resolution  offered  by  Senator 
Jones,  directing  the  Commission  to  send  to  the  Senate  copies 
of  agreements  on  file  with  it  between  railroads  and  steamship, 
companies  operating  from  ports  of  United  States  in  foreign 
trade,  and  to  give  the  Senate  all  information  in  its  possession 
with  respect  to  the  amount  of  freight  handled  under  such  agree- 
ments. Chairman  Lasker  announces  that  the  Shipping  Board 
has  invited  representatives  of  28  railroads  having  contracts 
with  steamship  companies  engaged  in  foreign  trade  to  attend 
the  hearing  before  Commissioners  Thompson,  Plummer  and 
Lissner,  December  1.  The  Commission  will  be  invited  to  par- 
ticipate in  the  hearing,  the  object  of  which  is  to  determine 
whether  these  contracts  are  against  the  upbuilding  of  an  Amer- 
ican merchant  marine.  If  so,  the  board  will  request  the  com- 
panies to  terminate  the  contracts  and  will  also  seek  similar 
contracts  for  American  vessels. 

Senator  Joseph  E.  Ransdell  of  Louisiana,  as  president  of 
the  National  Merchant  Marine  Association,  in  a  speech  in  New 
York  attacked  the  railroads  having  agreements  with  foreign 
steamship  lines  as  "turning  over  to  our  alien  competitors  trade 
that  could  be  handled  as  expeditiously  and  efficiently  by  our 
merchant  marine."  The  association  in  a  statement  issued  Sep- 
tember 11  made  an  attack  on  the  railroads  along  the  same 
lines.  (See  Thafflc  World,  September  17,  p.  550.) 

Discussing  "What's  Wrong  With  Our  Merchant  Marine," 
Senator  Ransdell  said  the  outstanding  feature  of  the  situation 
was  "that  the  more  shipping  we  secure,  the  smaller  percentage 
of  our  own  trade  we  seem  to  carry,  and  the  larger  portion  our 
foreign  competitors  secure." 

"This,  it  is  apparent,"  he  continued,  "is  what  is  funda- 
mentally wrong  with  our  merchant  marine.  But  what  has 
caused  it?  Why,  when  we  offer  cargo  space,  speed  of  delivery, 
and  service  at  the  same  rates  as  foreign  shipowners,  are  we 
unable  to  gain,  or  even  to  hold  our  own,  in  our  own  commerce? 
"We  all  know,  of  course,  that  the  American  ship  costs 
somewhat  more  to  build,  and  more  to  man  and  operate,  than 
the  foreign  vessel  with  which  it  must  compete.  This  means 
that  the  net  return  on  the  investment  in  the  American  ship,  as 
a  general  proposition,  must  be  less  than  on  the  foreign  ship; 
but  it  does  not  explain  why,  the  freight  rates  being  equal,  the 
bulk  of  the  trade  goes  to  the  alien  competitor,  and  on  an  in- 
creasing scale. 

"There  is  one  factor  which,  I  believe,  goes  far  to  explain 
the  situation.  To  the  shipper,  dependability  of  service  is  vital. 
He  must  be  assured  of  a  regularity  of  sailings,  and  he  must 
be  able  to  count  upon  the  delivery  of  his  goods  within  a  speci- 
fied time.  But  he  never  has  been  assured  of  a  thorough  de- 
pendability upon  the  Shipping  Board's  services,  and  now,  with 
the  wholesale  laying  up  of  the  board's  vessels  and  the  general 
curtailment  of  new  trade  routes,  he  is  turning  more  and  more 
to  other  services  upon  which  he  can  depend,  and  the  foreigner 
is  alive  to  this  situation  and  quick  to  take  advantage  of  it. 


"But  there  are  other  and  far-reaching  underlying  cause* 
that  are  crippling  the  development  of  the  American  merchant 
marine.  Not  only  Is  our  shipping  forced  to  meet  competition 
from  abroad,  but  In  many  cases  that  competition  Is  aided  and 
abetted  by  Americans.  In  fact,  there  Is  no  lack  of  Instances 
where  beneficiaries  of  the  American  government,  whose  enter- 
prises are  being  aided  by  government  funds,  are  turning  over 
to  our  alien  competitors  trade  that  could  be  handled  as  expe- 
ditiously and  efficiently  by  our  new  merchant  marine. 

"I  refer  to  our  railroads.  Nearly  a  score  of  them.  Including 
the  greatest  systems  of  the  country,  have  filed  with  the  Inter- 
state Commerce  Commission,  under  a  recent  order,  copies  of 
contracts  made  by  them  with  foreign  shipping  lines.  In  these 
it  is  agreed  by  the  railroads  that  they  will  use  their  best  efforts 
to  secure  freight  for  the  foreign  companies  to  the  exclusion  of 
others.  Exclusive  use  of  facilities  is  granted  in  many  cases, 
free  wharfage  and  freight  handling  is  given  special  arrange- 
ments on  through  bills  of  lading  are  made,  and  many  other 
privileges  are  accorded. 

"Let  me  read  you  brief  extracts  from  one  or  two  of  these 
agreements. 

"The  Pennsylvania  system  reports  an  agreement  between 
the  Northern  Central  Railroad  (covering  its  connections)  and 
Furness,  Withy  &  Co.,  a  British  corporation,  in  which  the  rail- 
road states : 

That  it  will  use  its  best  endeavors  to  promote  the  business  of 
the  said  steamship  line  and  cordially  co-operate  with  it  in  all  reason- 
able requirements  to  further  its  interests. 

"And  it  is  furthermore  agreed: 

That  each  party  will  use  their  best  efforts  to  promote  the 
Interchange  of  business  tributary  to  both  companies  as  against  their 
individual  and  mutual  competitors. 

"The  Baltimore  &  Ohio  Railroad  has  a  contract  with  the 
North  German  Lloyd  Line  whereby  the  railway  agrees  to  fur- 
nish free  of  rent  for  the  line's  use  and  always  accessible  piers, 
sheds,  coal  yards,  warehouses,  and  so  forth.  It  agrees  to  try 
to  get  the  vessels  of  the  line  exempt  from  city,  harbor  and 
county  taxes,  and  to  do  its  best  to  obtain  mails  for  the  steam- 
ers. And  the  agreement  further  states  that  the  railroad — 

Agrees  to  deliver  always  for  the  use  of  the  vessels  a  sufficient 
quantity  of  best  fresh  Cumberland  coal  at  a  price  that  shall  be  always 
50  cents  per  ton  under  the  market  value  at  Baltimore,  and  which 
price  is  never  to  exceed  $5  per  ton  of  2,240  American  pounds. 

"The  Boston  &  Albany  Railroad  in  an  agreement  with  the 
Cunard  Line  grants  the  free  and  exclusive  use  of  certain  piers, 
and  in  addition  pledges  itself  to  make  all  reasonable  efforts  to 
secure  the  amount  of  export  freight  required  by  said  steamship 
company.  And  it  further  pledges  under  certain  conditions  "a 
reduced  rate  of  2%  cents  per  hundred  pounds  for  freight  in 
carload  lots." 

"As  a  result  of  the  operation  of  the  various  contracts  well 
over  a  million  tons  of  freight  are  turned  over  annually  by 
American  railroads  to  foreign  ships.  These  foreign  lines,  on 
their  part,  agree  to  deliver  as  much  freight  as  possible  to  the 
contracting  railroads,  but  in  the  exchange  the  foreigner  gets 
far  the  best  of  it. 

"The  most  amazing  aspect  of  the  situation,  however,  is 
that  the  railroads,  supplied  with  funds  from  the  United  States 
treasury,  have  been  utilizing  their  resources  to  build  up  the 
business  and  swell  the  profits  of  foreign  competitors  of  the 
government's  shipping.  In  other  words,  the  government  of  the 
United  States  is  placed  in  the  position  of  using  its  money  to 
foster  competition  with  itself. 

"You  will  doubtless  be  told  that  the  majority  of  these  con- 
tracts were  entered  into  at  a  time  when  there  was  no  American 
merchant  marine  worth  mentioning,  and  that  the  contracts  are 
legal.  Even  conceding  this,  the  fact  remains  that  no  such 
agreements  have  been  made  for  the  benefit  of  the  government's 
vessels,  although  we  have  had  a  large  government  fleet  on  the4 
sea  for  more  than  two  years.  If  the  American  railroads  are  not 
prepared  to  give  to  the  American  merchant  marine  the  same 
aid  they  extend  to  foreigners,  steps  should  be  taken  to  end 
these  conditions.  Why  should  not  the  Shipping  Board  secure 
such  agreements  and  thereby  secure  employment  for  thousands 
of  tons  of  idle  vessels? 

"How  are  we  to  escape  the  conclusion  that  the  American 
merchant  marine  has  powerful  enemies  at  home  working  to 
destroy  it?  For  a  year  and  a  half  now  the  merchant  marine 
act  of  1920  has  been  law,  but  of  all  its  provisions  the  ones  that 
remain  unenforced  are  those  which  would  increase  our  share 
of  our  carrying  trade  and  decrease  the  share  of  our  foreign 
rivals.  What  is  the  dead  hand  of  delay  that  blocks  every  effort 
that  would  check  the  triumphal  march  of  our  alien  competi- 
tors? If  there  are  sinister  influences  at  work,  as  is  charged 
with  Increasing  frequency,  let  us  drag  them  to  the  light  and 
ruthlessly  stamp  them  out  of  existence.  Not  till  then  shall  we 
be  able  to  realize  to  the  full  what  Is  wrong  with  our  merchant 
marine." 

In  speaking  on  his  resolution  relating  to  contracts  between 
railroads  and  steamship  companies.  Senator  Jones  said  the 
United  States  would  have  to  take  heroic  steps  and  look  after 
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its  interests  in  building  up  an  American  merchant  marine.  He 
said  if  the  Harding  administration  would  enforce  the  merchant 
marine  law,  such  action  would  go  a  long  way  toward  stopping 
practices  that  injure  the  merchant  marine.  He  said  he  hoped 
rumors  that  the  administration  did  not  intend  to  enforce  this 
or  that  provision  of  the  law  were  not  true.  Senator  LaPollette 
announced  he  would  push  his  resolution  calling  for  an  investi- 
gation of  the  Shipping  Board. 

Senator  Jones  submitted  a  letter  from  the  secretary  of  the 
National  Merchant  Marine  Association  relative  to  the  contracts. 
He  said  the  letter  showed  the  secret  of  the  opposition  on  the 
Pacific  Coast  to  the  enforcement  of  Section  28  of  the  Jones  law 
and  quoted  the  following: 

There  was  an  agreement  executed  between  the  Osaka  Shosen 
Kaisha  and  the  Chicago,  Milwaukee  &  St.  Paul  Ry.  Section  6  of  this 

It  is  further  mutually  agreed  by  the  parties  hereto  that  all  freight 
tendered  to  the  Osaka  Co.  by  the  St.  Paul  companies  shall  be  given  the 
preference  over  any  other  freight  tendered  to  the  Osaka  Co.  by  any 
other  corporation  or  shipper,  the  St.  Paul  companies  advising  the  agent 
of  the  Osaka  Co.  details  of  amount  of  freight  contracted  for  next  sail- 
ing, and  the  St.  Paul  companies  to  likewise  give  the  preference  to 
through  freight  tendered  by  the  Osaka  Co.  to  any  other  freight  ten- 
dered to  the  St.  Paul  companies  by  any  other  corporation  or  shipper. 

"This  agreement  was  executed  in  1908  and  ran  until  April  1, 
1919. 

"Here  is  a  significant  fact :  A  letter  signed  by  R.  M.  Calkins, 
vice-president  of  the  St.  Paul,  addressed  to  the  president  of  the 
Osaka  Shosen  Kaisha,  under  date  of  June  13,  1918,  states: 

There  is  no  intention  on  the  part  of  this  company  to  cancel  this 
contract.  In  fact,  we  hope  that  it  may  continue  in  force  and  that  the 
friendly  relations  which  have  been  maintained  for  the  past  ten  years 
between  our  companies  will  continue  indefinitely.  Due  to  the  present 
federal  administration  of  American  railways,  it  is  not  advisable — and  I 
doubt  very  much  whether  it  would  be  possible — for  us  to  enter  into  a 
formal  renewal  of  this  contract;  but,  as  I  have  already  stated,  we  trust 
that  it  will  continue  in  force,  with  possibly  some  slight  modification, 
that  may  be  brought  about  from  time  to  time  by  the  new  government 
regulations. 

You  must  understand,  however,  that  at  the  present  time  we  have 
no  authority  to  make  any  pledges  or  promises,  and  the  situation,  as  I 
have  outlined  it,  is  the  personal  opinion  and  desires  of  both  our  presi- 
dent and  the  writer,  and  we  sincerely  trust  that  our  friendly  relations 
may  continue  uninterruptedly. 

"They  could  not  under  the  law  and  regulations  enter  into 
a  formal  contract  to  renew  the  contract  which  they  had  made, 
so  they  had  a  gentleman's  agreement  to  continue  it  in  force." 

The  letter  in  part  was  as  follows: 

There  are  a  number  of  these  contracts  and  their  provisions  con- 
stitute potentialities  that  are  so  grave  a  menace  to  the  development 
of  the  American  merchant  marine  that  a  searching  investigation  of 
them  seems  not  only  wise  but  a  vital  necessity  for  the  preservation  of 
a  volume  of  American  shipping  adequate  to  our  needs. 

In  1920  alone,  according  to  the  roads'  own  figures,  practically 
2,000,000  tons  of  export  were  turned  over  to  foreign  steamship  com- 
panies by  railroads,  most  of  which  had  contracts  with  foreign  lines. 

Large  as  this  amount  is,  however,  it  falls  far  short  of  representing 
actual  total  deliveries  of  exports  by  American  carriers  to  our  com- 
petitors in  our  own  ocean-carrying  trade.  None  of  the  agreements  on 
file  with  the  Interstate  Commerce  Commission,  so  far  as  it  has  been 
possible  to  ascertain,  covers  transportation  to  or  from  the  port  of  New 
York,  and  the  same  is  true  in  regard  to  other  large  American  ports. 

Many  of  the  large  railway  systems  of  the  United  States  have  ex- 
ecuted agreements  binding1  them  to  give  the  preference  to  foreign 
steamship  lines  over  American  lines,  and  in  cases  where  subsidiaries 
of  the  leading  roads  have  executed  contracts  with  foreigners,  it  is 
specified  that  the  provisions  of  the  agreement  shall  apply  also  to  the 
connections  of  the  road;  thus  linking  up  great  American  systems  with 
development  of  lines  under  foreign  flags  already  carrying  not  far  from 
two-thirds  of  our  ocean  commerce. 

With  the  government  turning  over  many  millions  of  dollars  tb 
American  railroads,  and  with  the  railroads  utilizing  their  resources  to 
secure  business  for  foreign  steamship  lines,  even  to  the  extent  of 
employing  solicitors  to  get  cargo,  a  remarkable  situation  is  created. 
For.  while  the  government  is  forced  to  tie  up  hundreds  of  its  vessels 
for  lack  of  freight.  American  railroads  continue  to  turn  over  cargo  to 
foreign  steamship  lines,  and  these  lines  continue  to  gain  steadily  in  the 
percentage  of  our  ocean  commerce  which  they  carry,  while  our  vessels 
transport  less  and  less.  Thus,  the  government,  by  its  payments  to  the 
railroads,  is  using  its  money  to  foster  competition  with  its  own  ship- 
ping, and  thereby  add  to  the  heavy  burden  of  loss. 

If  these  contracts  can  be  construed  as  legal,  the  fact  remains  that 
there  has  not  been  found  on  record  with  the  Interstate  Commerce 
Commission  a  single  agreement  whereby  an  American  railroad  is 
pledged  to  use  its  efforts  to  the  end  of  gaining  trade  for  shipping  under 
the  American  flag. 

A  list  of  the  foreign  steamship  lines  which  benefit  by  these  special 
arrangements  with  the  great  American  rail  carriers  is  practically  a 
roster  of  our  chief  competitors  on  the  ocean.  British  lines  predomi- 
nate, but  they  by  no  means  monopolize  the  field  of  favored  treatment. 
Leading  Japanese,  German  and  Scandinavian  companies  have  also 
been  made  able  to  secure  in  American  commerce  advantages  which 
are  not  accorded  to  our  own  shipping  and  which  result  in  the  diver- 
sion of  a  volume  of  freight,  which,  secured  for  our  own  vessels,  would 
diminish  the  amount  of  our  ships  laid  up  for  lack  of  trade. 

PERMANENT  EXPORT  MARKET 

The  Traffic  World   Washington  Bureau 

That  the  commercial  future  of  the  United  States  depends 
on  a  development  of  a  permanent  export  market,  and  that  the 
wartime  foreign  trade  of  this  country  was  artificial  and  is  being 
rapidly  lost,  were  points  brought  out  in  an  informal  talk  given 
at  the  United  States  Shipping  Board  to  a  body  of  newspaper 
representatives  by  R.  T.  Merrill,  of  the  staff  of  Vice-President 
Smull  of  the  Emergency  Fleet  Corporation.  His  subject  was 
one  of  a  number  of  studies  which  the  board  is  having  made  of 


the  basic  facts  affecting  and  underlying  world  trade  conditions, 
and  especially  the  economic  position  of  the  United  States. 

Mr.  Merrill  said  that  in  his  discussion  he  was  principally 
concerned  with  the  weight  and  volume  of  the  commodities  car- 
ried by  water,  rather  than  their  value.  To  obtain  these  figures 
the  Shipping  Board  was  obliged  to  gather  original  statistics, 
which  are  now  in  such  shape  as  to  permit  the  accurate  fore- 
casting of  tonnage  needs  on  vessel  routes  and  to  maintain  a 
sufficient  number  of  Shipping  Board  vessels  in  operation  ade- 
quately to  supply  those  needs,  he  said. 

The  major  commodities  from  the  standpoint  of  bulk,  which 
go  to  make  up  the  world's  ocean  traffic,  were  briefly  summar- 
ized with  their  countries  of  origin,  their  quantities  and  the 
place  and  amounts  of  their  consumption.  The  position  of  the 
United  States  with  regard  to  the  essential  raw  materials,  such 
as  coal,  petroleum,  cotton,  iron,  copper,  wool  and  sulphur,  was 
more  fully  gone  into,  and  the  marvelous  variety  of  our  natural 
resources,  which,  with  few  exceptions,  would  permit  the  coun- 
try to  be  almost  self-sustaining,  was  clearly  demonstrated. 

The  development  of  the  United  States  was  traced  from  its 
early  days  as  a  sparcely  settled  and  undeveloped  country,  im- 
porting practically  all  its  manufactured  articles  and  exporting 
only  the  more  easily  obtained  raw  materials,  through  its  rapid 
transition  into  a  manufacturing  country  of  the  first  importance. 
This  change  was  shown  by  means  of  the  relation  between  the 
imports  and  exports  of  raw  materials  and  of  manufactured 
articles. 

Foodstuffs  were  shown  to  have  comprised  the  greatest 
proportion  of  total  exports  more  than  forty  years  ago,  at  the 
time  when  the  central  west  was  being  developed  by  the  rail- 
roads and  land  was  still  relatively  cheap.  That  the  United 
States  had  from  that  time  steadily  receded  from  its  position 
as  a  food  exporting  nation  in  order  to  feed  its  own  population, 
because  that  population  had  turned  more  and  more  to  manu- 
facturing, was  a  point  emphasized. 

Even  before  the  war  the  greater  part  in  bulk  of  our  car- 
goes was  outbound,  the  speaker  said,  and  since  the  war  this 
condition  had  been  aggravated.  With  the  exception  of  the 
traffic  of  the  great  lakes  and  the  importation  of  bulk  oil  from 
Mexico,  but  one  district  furnishes  full  cargoes  in  both  direc- 
tions— the  West  Indies.  If  the  United  States  achieved  its  nat- 
ural destiny  as  the  coal  merchant  to  Latin-America,  he  said, 
it  would  be  desirable  that  our  ships  adopt  a  triangular  route 
in  order  to  lessen  the  unproductive  voyage  home  in  ballast. 

The  point  was  stressed  that  on  account  of  this  country's 
greatly  increased  capacity  for  production  as  a  result  of  the 
war,  it  would  be  necessary  to  market  abroad  those  manufac- 
tured articles  which  the  domestic  market  was  incapable  of 
absorbing.  As  the  European  nations  would  be  obliged,  in  order 
to  improve  exchange,  to  produce  and  market  to  capacity,  there 
would  ensue  a  keen  struggle  for  the  world  markets — South 
America,  China,  Africa  and  India — for  manufactured  articles. 

Further,  as  the  foreign  nations,  especially  those  that  are 
essentially  manufacturing  countries,  owe  the  United  States 
huge  sums  of  money  for  war  loans,  they  will  endeavor  to  pay 
those  loans  by  their  products,  and  to  avoid  swamping  the  do- 
mestic market,  the  United  States  will  have  to  find  foreign  con- 
sumers not  only  for  its  own  surplus,  but  for  our  foreign  imports 
as  well.  From  this  the  speaker  drew  the  conclusion  that  the 
United  States  would  be  forced  into  setting  up  elaborate  ma- 
chinery for  re-export,  including  large  "fee  zones." 

Mr.  Merrill  concluded  with  the  recommendation  that  manu- 
facturers turn  to  the  foreign  fields  and  that  the  government 
take  steps  to  support  the  manufacturer's  hands  in  such  an 
attempt,  adding  that  the  United  States  Shipping  Board  had 
done,  and  was  doing,  all  that  by  law  it  could,  namely,  insuring 
adequate  service,  reasonable  rates  and  freedom  from  unfair 
discrimination. 


RELIEF  FOR  SHIP  PURCHASERS 

The  Traffic  World  Washington  Bureau 

At  the  close  of  a  hearing  November  9  before  the  Shipping 
Board  and  the  Emergency  Fleet  Corporation  on  the  request  of 
pioneer  purchasers  of  Shipping  Board  vessels  for  a  reduction  in 
the  price  of  tonnage  at  which  they  bought  government  vessels 
in  1919  and  1920,  Chairman  Lasker  announced  that  the  board 
and  corporation  did  not  believe  that  they  had  been  "illuminated" 
beyond  what  they  were  before  the  meeting  started. 

"The  board  and  the  trustees,  however,  wish  to  pursue  the 
matter  further,  keeping  in  the  interim  an  entirely  open  mind 
and  one  leaning  sympathetically  to  your  condition  and  weighing 
constantly  the  relationship  of  this  situation  to  the  development 
of  a  merchant  marine,"  said  he.  "They  believe  that  we  should 
now  pursue  the  investigation  from  a  definite  angle  and  that  we 
should  investigate  each  company  and  its  situation  individually, 
getting  therefrom  a  real  and  true  picture  of  the  individual  needs 
of  each  company  in  the  situation,  and  a  composite  picture  of  the 
situation  as  a  whole. 

"With  that  in  view  we  have  appointed  a  committee  from 
each  of  the  two  boards,  the  basis  of  whose  work  shall  be 
expedition  because  we  realize  that  expedition  is  almost  the 
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essence  of  your  situation.  And  if  we  are  going  to  ask  Congress 
to  aid  you,  we  want  to  do  it  at  the  earliest  possible  moment. 

"Lacking  information  we  are  asking  for,  we  would  have  no 
right  to  go  to  Congress  in  any  event  nor  would  Congress  act 
without  that  information.  We  will  hold  hearings  beginning  a 
week  from  the  coming  Monday,  namely  November  21,  and  they 
will  continue  daily.  We  shall  ask  within  a  week  that  each  com- 
pany deposit  with  us  the  information  desired.  The  printed 
blanks  will  go  forward  tomorrow  night  at  the  latest.  Hearings 
will  be  held  in  the  order  in  which  the  replies  are  received. 

"The  committee  will  consist  of  the  following  three  trustees 
of  the  Emergency  Fleet  Corporation,  all  practical  men,  who 
will  divide  the  work  with  the  others  in  the  Fleet  Corporation 
who  they  feel  are  competent  to  make  the  investigation:  H.  S. 
Khnball,  vice-president  on  finance;  Edward  P.  Farley,  vice-presi- 
dent on  ship  sales,  and  J.  Barstow  Smull,  vice-president  on 
rhunt'is  and  allocation.  At  each  hearing  these  three  men  or 
one  designated  from  each  of  their  departments  by  them  will  sit. 
The  hearing  will  be  presided  over  in  each  case  by  some  member 
of  the  Shipping  Board.  We  feel  we  ought  to  be  able  to  hold 
three  or  four  hearings  a  day,  if  you  expedite  us,  in  the  hope 
that  within  a  month  we  can  come  back  to  you  with  a  definite 
picture  of  your  situation  instead  of  one  in  generalities;  par- 
ticuarly  we  will  want  the  history  of  each  company  in  all  its 
details  from  the  moment  of  its  inception  to  the  present,  includ- 
ing its  personnel  and  its  bondholders  and  stockholders. 

"We  feel  that  nothing  has  been  presented  here  today 
that  would  argue  that  the  government  could  step  in  as  a  Santa 
Claus  and  relieve  those  adults  who  have  made  a  bargain  out  of 
which  they  expected  to  make  money.  There  is  no  business  basis 
as  a  government  for  giving  you  relief  regardless  of  what  your 
opinion  shows." 

R.  H.  M.  Robinson,  representing  the  pioneer  purchasers, 
submitted  a  plan  for  relief  which  he  said  had  the  approval 
of  the  American  Steamship  Owners'  Association;  the  American 
Steamship  Operators  Association;  the  American  Merchant 
Marine  Joint  Committee,  representing  the  owners,  operators  and 
builders;  and  the  National  Merchant  Marine  Association. 

After  saying  that  the  pioneer  purchasers  felt  the  situation 
warranted  them  asking  the  board  to  ask  Congress  to  give  the 
board  the  authority  to. make  a  price  readjustment,  Mr.  Robinson 
submitted  the  plan  which  follows: 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion,  $1.00  per 
line,  minimum  charge,  $3.00;  succeeding  insertions,  per  line,  50c;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TRAFFIC  WORLD,  418  South  Market  Street,  Chicago,  III. 

WANTED — Hard  boiled  rate  clerks.  Do  not  answer  unless  you  are 
satisfied  you  can  make  good,  as  we  want  only  rate  men  who  can  audit 
freight  bills  and  catch  all  the  overcharges.  Address  Freight  Audit 
Company.  1018  Wabash  Ave.,  Chicago. 

WANTED — Position  as  Traffic  Manager  or  Assistant  with  manu- 
facturing or  commercial  organization  by  man  of  executive  ability. 
Age  30.  married;  ten  years'  experience,  both  railroad  and  industrial; 
familiar  with  rates  in  all  territories.  Capable  of  handling  all 
matters  pertaining  to  transportation.  Address  O.  F.  F.  397,  Traffic 
World.  Chicago. 

FOR  SALE — Several  thousand  No.  1  6x8 — 8  ft.  oak  railroad  cross 
ties.  Can  also  furnish  oak  switch  ties  and  crossing  plank  to  order. 
Have  three  mills  in  operation.  L.  E.  Pearson,  P.  O.  Box  315,  South 
Bend,  Ind. 
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"The  suggestion  which  seems  on  the  whole  the  most  prac- 
ticable Is 

(a)  to  reduce  the  cost  of  the  vessels  purchased  by  the  pioneer 
buyer*  to  a  figure  approximating  the  present  market  value,   making 
due    allowance    for    depreciation; 

(b)  to  charge   the   buyers,   for   the  period  of   their   possession   of 
the  vessels,   with  bare  boat  charter  hire,  at  rates  to  be   flx<-d   month 
by  month,   varying  with   the  course  of  the  market,   and   fairly  repre- 
senting  for  each   month   the  market  charter   value   of   the   particular 
class  of  tonnage  In  question; 

(c)  To   credit   the   sums   paid   by   the   purchaser    (1)    to   payment 
of  this  bare  boat  hire  (with  proper  allowance  of  Interest  on  advance 
payments)  for  the  period  of  his  possession  of  the  vessel;  (2)  to  pay- 
ment,  or   part   payment   of   the   revised   purchase   price.     Any   proper 
adjustments   for   repair   of   damages   existing   at   delivery   or    for   Im- 
provements should  also  be  made. 

"If  in  any  cases  buyers  have  paid  more  than  enough  to  com- 
plete the  purchase  of  their  boats  at  the  revised  prices,  they 
should  receive  a  form  of  credit  certificate,  which  would  be 
accepted  as  payment  for  further  tonnage,  or  in  settlement  of 
other  obligations  to  the  Board,  or  which  might  be  assigned  to 
other  American  purchasers. 

"In  the  case  of  companies  which  have  bought  a  number  of 
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Muskogee  Transfer  &  Storage  Co. 

2— Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


DAfk  r»Dm?D  f  unc  cause  the  loss  of  many  hard 
OAlf  UKLItLK  l/AKa  earned  dollars  to  railroad  com- 
panies and  shippers  of  grain,  seed,  food  stuffs  and  package 
goods. 

»*ITe"U   ftl?   1<V>WC   ¥  SkCC    can   be  saved  by  the  use  of 
MUUti    Ur     Inla   L.U»»    Kennedy  Car  Liners.     These 
car  liners  practicallj  condition  a  bad  order  car  and  enable  ship 
pers  to  load  cars  that  otherwise  would  be  rejected. 

«rwrivT%.tn-»-»7  c--»/f  Trm*  of  car  liners  prevent  leakage 
KtlMINkUY  aYalLM  in  transit  and  afford  sani- 
tary protection  to  bulk  shipments  and  food  stuffs. 
WM7E-  mi  *  wsw?  Kennedy  Car  Liners  for  all  cases  of  bad 
WE,  MAHE.  order  cars,  consisting  of  full  Standard 
Liners,  End  Liners,  Door  Liners,  Sanitary  and  Sand  Liners. 

\mrwt  ¥  1/rmWT  lUfVF1  Sive  us  an  opportunity  to  submit 
WILL  YUU  NU1  full  details  of  our  system  and  the 
low  cost  of  same?  We  are  confident  this  would  demonstrate  to 
you  the  efficiency  and  money  saving  merits  of  our  proposition. 

THE  KENNEDY  CAR  LINER  4.  BAG  CO. 

SHELBYVILLE,    INDIANA 

Canadian  Factory  at  Woodstock,  Ont. 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT    IN   WASHINGTON 
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Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 


Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg.,  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  St».,  Portland  Ore. 

Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco     Alaska  Bldg.,  Seattle  Writ*  tht  Nforat  OfUt 


Old  South  Bldg.,  Boston 
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vessels,  it  would  be  possible  to  apply  the  money  which  they 
have  paid  to  the  purchase  at  the  revised  price  of  a  portion  of 
their  fleet,  free  and  clear — the  balance  of  the  ships  to  be  returned 
to  the  Board.  Such  companies  would  then  be  in  a  position  to 
obtain  additional  financing  on  the  security  of  the  unencumbered 
vessels  thus  transferred  to  them. 

"Under  this  plan,  the  Board  would  receive  the  market  rate 
of  bare  boat  hire  from  the  date  of  delivery  to  the  present  time. 
Thus,  if  a  particular  buyer  has  had  his  tonnage  during  a  period 
of  high  freights,  the  Board  would  get  a  proportionately  high 
rate  of  hire  for  that  period.  These  monthly  hires  would  be  so 
adjusted  for  different  trades  and  types  of  ship,  as  to  follow 
the  fluctuation  of  the  market,  and  thus  to  constitute  exactly 
just  compensation  to  the  Board  for  the  period  of  the  vessel's 
use.  Those  who  had  paid  cash  in  full  could  receive  an  allowance 
of  free  tonnage  or  of  credit  certificate  on  the  security  of  which 
they  could  finance  themselves." 

In  opening  the  hearing  Chairman  Lasker  said: 
"The  Shipping  Board  has  asked  the  representatives  of  so- 
called  pioneer  purchasers  to  appear  before  them  today  with  a 
view  to  presenting  to  the  board  their  views  on  the  unpaid 
amounts  matured  and  past  due,  and  interest  past  due,  and 
amounts  still  to  mature,  due  on  the  purchase  of  ships. 

"It  has  been  contended  that  the  pioneer  purchasers  needed 
relief  from  the  amounts  they  agreed  to  pay  to  the  government, 
and  argument  is  requested  by  the  board  to  give  its  view  on  .that 
subject.  That  those  who  appear  may  aid  the  board  in  reaching 
a  determination,  the  chair  will  state  that  the  board  approaches 
this  hearing  with  an  open  mind  as  the  result  of  many  con 
ferences  and  studies  the  Board  itself  has  made.  In  none  of 
these  conferences,  and  in  none  of  these  studies,  as  much  as 
the  board  desires  to  give  relief,  has  the  board  been  able  to  see 
how  it  could  give  relief.  Legally,  the  board  is  lacking  the  power, 
if  it  would.  That  might  be  corrected  through  an  act  of  Congress. 
But  the  board  would  like  argument  to  show  why  and  how 
relief  can  be- given  to  those  who  made  purchases  at  higher  prices 
than  current  conditions  demand.  If  the  board  would  give  relief 
to  one  group,  what  is  to  be  done  in  connection  with  another? 
What  is  to  be  done  with  those  who  paid  more  than  the  relieved 
amount,  if  one  is  arrived  at?  What  is  to  be  done  for  those 
who  paid  all  cash?  What  is  to  be  done,  if  anything,  for  those 
who  in  good  faith  bought  ships  from  American  yards,  but  not 
from  the  Shipping  Board,  current  at  the  time  purchases  were 
made  from  the  Shipping  Board?  Those  ships  are  sailing  under 
the  American  flag  and  it  is  the  Shipping  Board's  duty  to  protect 
the  owners  of  American  flag  ships  whether  those  ships  were 
acquired  from  the  board  or  acquired  from  private  shipyards. 

"If  the  board  or  the  government  would  establish  the  prin- 
ciple of  relief  to  ship  owners,  what  would  be  the  measure  of 
relief  to  be  demanded  by  those  who  had  purchased  plants 
from  the  War  Department,  who  had  purchased  from  the  Navy 
Department?  Where  would  it  end?  Can  the  government  any 
more  than  any  private  purchaser — any  private  seller — readjust  a 
rebate? 

"These  are  the  questions  that  have  crowded  into  the  minds 
of  the  members  of  the  Shipping  Board,  and  as  to  which  they 
have  had  unending  discussion.  Failing  to  arrive  at  any  light 
on  the  situation,  we  have  asked  it  for  this  reason,  fully  sympa- 
thetic with  those  who  have  the  desire  and  the  courage  to  be 
pioneer  purchasers  of  American  ships. 

"Inspired  by  a  desire  to  do  everything  possible  to  keep  the 
concerns  going,  for  the  sake  of  the  merchant  marine,  the  Ship- 
ping Board  approaches  the  question  unprejudiced,  but  desirous 
of  light  in  bringing  them  to  see  the  situation  in  a  way  that 
the  board  freely  admits  it  cannot  now  see  it." 

SHIPPING  BOARD  REORGANIZATION 

The  Traffic   World   Washington  Bureau 

The  United  States  Shipping  Board  authorized  the  following 
announcement  November  5: 

Reorganization  plans  have  been  completed  whereby  the  United 
States  Shipping  Board  from  now  on  will  function  as  provided  by  t 

Up  to  the  time  of  the  revitalizing  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation  by  the  United  States  Shipping 
Board  the  work  of  the  latter  had  become  so  absorbed  by  the  admin- 
istration duties  of  the  former  that  it  had  never  become  the  instru- 
ment that  it  was  intended  by  law  to  be.  As  soon  as  the  members  of 
the  Shipping  Board  had  divorced  themselves  from  the  details  relegated 
to  the  Fleet  Corporation  it  became  apparent  that  the  formulation  ot 
policies  could  be  greatly  facilitated  by  dividing  the  board  into  bureaus 
prepared  by  individual  commissioners  whose  responsibility  it  should 
be  to  organize  their  own  departments,  appointing  the  necessary 
division  heads  under  them.  After  a  month  of  intensive  study  the 
following  plan  was  approved: 

The  Chairman  will  serve  ex  offlcio  as  a  member  of  each  bureau 
and  will  exercise  supervision  over  all  activities  of  the  board.  He  will 
also  handle  all  matters  of  finance. 

Commissioners  Frederick  I.  Thompson  and  Edward  C.  Plummer 
will  head  the  Bureau  of  Traffic.  They  will  handle  all  traffic  matters 
and  will  determine  the  necessary  trade  routes  which  should  be  devel- 
oped. They  will  scrutinize  all  conferences  and  agreements  in  tin- 
foreign  and  domestic  trades  and  will  investigate  all  complaints  of 
discrimination  in  rates  or  unfair  prices.  Due  to  the  effect  of  rail  rates 
on  shipping,  they  will  of  necessity  follow  closely  the  activities  of  the 
Interstate  Commerce  Commission. 

Commissioner  T.  V.   O'Connor  will  have  charge  of  the  Bureau  of 


Operations.  He  will  study  the  relative  cost  of  operation  of  American 
and  foreign  ships,  particularly  with  regard  to  labor  costs.  His  work 
will  also  cover  industrial  relations  with  regard  to  marine  and  dock 
labor,  and  in  compliance  with  section  8  of  the  Jones  act  he  will  make 
studies  of  port,  pier  and  terminal  facilities. 

The  Bureau  of  Construction  will  be  under  Commissioner  William 
S  Benson.  His  duties  will  be  to  study  the  relative  cost  of  shipbuild- 
ing at  home  and  abroad,  particularly  the  cost  of  building  the  most 
efficient  types.  He  will  pass  upon  transfers  of  American  vessels  to 
foreign  ownership  or  registry,  and  will  administer  the  construction 
loan  fund  authorized  by  paragraph  11  of  the  Jones  act,  which  fund 
has  not  as  yet  come  into  existence.  He  will  pass  upon  the  designs 
of  new  ships  built  under  the  provisions  of  this  loan  fund. 

Commissioner  George  E.  Chamberlain  will  have  charge  of  the 
Bureau  of  Law.  He  will  scrutinize  international,  foreign  and  domestic 
laws  affecting  shipping  and  will  advise  the  board  of  any  instances 
wherein  the  laws  are  unjustly  discriminatory;  he  will  conduct  such 
hearings  as  the  board  may  hold  and  have  general  supervision  of  all 

Commissioner  Lissner  will  head  the  Bureau  of  Research.  He  will 
conduct  studies  and  gather  data  pertaining  to  various  activities  in 
which  the  United  States  Shipping  Board  would  be  affected  or  inter- 
ested, and  will  have  supervision  over  the  Division  of  Field  Informa- 
tion. In  addition  his  work  will  include  the  supervision  of  marine 
insurance  matters  for  the  board  and  the  investigation  of  the  entire 
subject  of  marine  Insurance. 

OCEAN  RATE  REDUCTIONS 

The  Traffic  World  Washington  Bureau 

Steamship  lines  in  the  United  Kingdom  and  Continental 
conferences  have  agreed  upon  reductions  in  ocean  freight  rates 
from  North  Atlantic  ports  ranging  from  2%  to  45  cents  per  100 
pounds.  Some  of  the  reductions  were  made  on  account  of  read- 
justments due  to  reductions  previously  agreed  to  and  some  were 
made  to  meet  the  competition  of  ships  not  in  the  conferences. 

W.  B.  Keene,  traffic  manager,  on  the  staff  of  W.  J.  Love,  vice- 
president  of  the  United  States  Shipping  Board  Emergency  Fleet 
Corporation,  has  announced  that  ocean  freight  rates  on  wheat, 
flour,  cotton,  and  general  cargo,  from  North  Atlantic  and  Gulf 
ports  to  European  ports,  show  a  reduction  compared  to  a  year 
ago.  The  following  figures  show  the  percentages  of  reduction: 

PERCENTAGE   REDUCTION  RATES,  1920-1921. 
General 

To cargo.        Wheat.  Flour. 

V.   K.-Continent   from   north 

Atlantic    20%                 46%  no%% 

U.  K. -Continent  from  gulf..     18%  o?     % 


Cotton 
(HD). 

64% 

"The  above  figures  are  only  approximate  and  should  simply 
be  treated  as  generally  indicating  the  reduction,"  said  he.  "In 
no  sense  are  they  given  as  exact,  but  they  are  sufficiently  accurate 
to  show  the  general  situation  at  present  as  compared  with  a 
year  ago." 

Ocean  freight  rates  on  southbound  traffic  from  North  At- 
lantic ports  to  Brazil  have  been  declared  "open"  as  the  result 
of  a  decision  reached  by  American  and  foreign  steamship  lines 
which  compete  for  that  trade.  In  addition  to  the  American 
lines,  including  both  Shipping  Board  and  private  operators, 
British,  Norwegian  and  Swedish  lines  participated  in  the  con- 
ference, at  which  agreement  was  reached  that  each  line  should 
fix  its  own  rates.  According  to  Shipping  Board  officials,  the 
rate  situation  on  the  traffic  involved  has  been  mixed  up  for 
some  time,  and  it  is  believed  that  the  action  taken  may  clarify 
the  situation. 

PANAMATCANAL  TRAFFIC 

The  Traffic   World   Washington  Bureau 

In  an  analysis  of  Panama  Canal  traffic,  prepared  for  the 
Department  of  Commerce,  E.  S.  Gregg,  chief  of  the  transporta- 
tion division  of  the  Department,  said: 

"Commercial   traffic  through  the  Panama  Canal  during  i 
month   of   September  fell  slightly   below  that   of  the  preceding 
month,   but   was  higher  than   during  the  months  of  May,  Jui 
and  July.     The  following  shows  a  summary  of  the  commercial 
traffic  through  the  canal  for  the  past  six  months: 


SUMMARY 


I'nnama    Registered 
Number  Canal  net        gross 


PANAMA 


. 

210  864617       1,092,602       835,882.77  792.735 

192  761.477          960.857       751,964.12  694.720 

20G  810,613       1,022,802       804,503.11  708.982 

236  965276       1.219,817       955.380.78  839.273 

.':::  ........     221  925,137       1,167,220       892,001.54  754,891 

"Commercial  vessels  passing  from  the  Atlantic  to  the  Pa- 
cific numbered  128,  and  in  point  of  tonnage  not  only  exceeded 
September  tonnage  of  last  year,  but,  with  the  exception  of  the 
months  of  December,  1920,  and  March,  1921,  is  the  greatest 
Atlantic-Pacific  traffic  since  the  opening  of  the  canal.  Analysis 
of  this  traffic  shows  that  approximately  56  per  cent  of  the  total 
traffic  from  the  Atlantic  to  the  Pacific  was  routed  to  the  west 
coast  of  the  United  States  and  Canada,  as  compared  with  an 
average  of  approximately  26  per  cent  during  the  past  fiscal 
year,  ending  June  30,  1921.  Many  of  these  vessels  were  in  bal- 
last.' and  presumably  will  return  through  the  canal  laden  with 

"The   traffic   to   the   west   coasl    of   South   America   in   point 
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Mr.  Traffic  Manager 

Let  Us  Help  You  Solve  Your 
Export  Traffic  Problems 


In  our  organization  you  will  find  men  of 
broad  experience  whose  knowledge  may 
prove  of  material  assistance. 

Consult  with  us  relative  to  a  service  with  a 
scope  starting  from  the  time  your  goods 
leave  the  factory  and  ending  when  the 
ocean  documents  are  dispatched. 

THE  W.  L.  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 

Export  Shipping  for  Account  of  Principals  Throughout  the  World. 

(Main  Office) 

Suite  1317-1326  Hibernia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


SIS  Railway  Exchange  Bldg. 
Kansas  City,  Mo. 

Direct  Private  Wire  Service  Between  All  Offices 


Freight  and  Express  Claims 

Against  Common  Carriers 

FOR 

Loss,  Damage,  Injury,  and  Delay 

Can  be  turned  into  cash 


If  you  have  any  claims  on  which  you  would  like  the  money, 
but  lack  the  time  to  go  into  them  thoroughly,  or  if  you  have 
claims  about  which  you  have  any  doubt  as  to  their  collect  - 
ibility,  we  will,  without  obligating  you  in  any  way,  examine 
same  and  tell  you  whether  or  not  we  consider  them  merito- 
rious. While  we  have  only  experts  doing  this  work  and 
have  a  department  devoted  exclusively  to  the  collection  of 
railroad  and  express  claims  against  common  carriers,  our 
charges  are  most  reasonable. 


The  Aard  Agency 

Freight  and  Express  Claim  Collection  Dept. 
J.  V.  DeLANEY,  Attorney  in  Charge 


CHICAGO  REFERENCES: 

Foreman  Brothers  Bank 
Central  Trust  Company 
Denney  &  Company 
Crutchfield,  Woolfolk  &  Clore 
F.  E.  Nellis  &  Company 
M.  Piowaty  &  Sons 
S.  T.  Fish  &  Company 


808  Westminster  Bldg. 
110  So.  Dearborn  St. 
Chicago,  Illinois 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the  "^J\ TSSING     COSTS**  for  «>>  purchases  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 


Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 


Fortnightly 
Sailings 


100  A-l  Steel 
Steamers 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


BOSTON,  MASS. 
PHILADELPHIA,  PA. 
PORTLAND,  ME. 


SAN  DIEGO 
and   \     LOS  ANGELES 

SAN  FRANCISCO 


OAKLAND 

ASTORIA 

PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through  Bills-of-Lading  to  Hawaiian  Islands  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owners  and  Operators  I).  S.  Shipping  Board  Ships 

136  South  4th  Street,  Philadelphia  111  Summer  Street,  Boston  601  Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  2  Stone  Street,  New  York  142  South  Clark  Street,  Chicago 

-ADMIRAL   LINE,  Pacific  Coast  Ports 
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of  tonnage  represented  17  per  cent  of  the  total  traffic  from  the 
Atlantic  to  the  Pacific,  as  compared  with  an  average  of  ap- 
proximately 34  per  cent  during  the  past  fiscal  year.  The  traffic 
from  Europe  and  the  east  coast  of  the  United  States  to  Aus- 
tralasia represented  approximately  10  per  cent,  as  against  an 
average  of  17  per  cent  during  the  past  fiscal  year.  Traffic  to 
the  Far  East  was  about  normal,  representing  approximately  15 
per  cent  of  the  total  traffic  from  the  Atlantic  to  the  Pacific. 

"Traffic  from  the  Pacific  to  the  Atlantic,  with  the  exception 
of  June,  1921,  was  the  lowest  in  point  of  tonnage  since  June, 
1920,  and  was  approximately  but  three-fourths  that  of  Septem- 
ber, 1920.  Analyzing  the  movement  of  vessels  from  the  Pacific 
to  the  Atlantic,  it  is  found  that  in  point  of  tonnage  60  per  cent 
of  the  total  traffic  originated  on  the  west  coast  of  the  United 
States  and  Canada,  as  compared  with  an  average  of  approxi- 
mately 32  per  cent  during  the  past  fiscal  year.  Traffic  from 
the  west  coast  of  South  America,  however,  represented  but  20 
per  cent  of  the  total  traffic  from  the  Pacific  to  the  Atlantic,  as 
against  an  average  of  approximately  40  per  cent  for  the  past 
fiscal  year.  The  South  American  movement,  both  ways,  was 
affected  by  almost  complete  stoppage  of  oil  shipments'  from 
Mexico  and  continued  stagnation  of  the  nitrate  trade. 

"Traffic  from  Australasia  to  Europe  and  the  east  coast  of 
the  United  States  represented  approximately  10  per  cent  of  the 
total  tonnage,  as  compared  with  an  average  of  approximately 
17  per  cent  during  the  past  fiscal  year.  Traffic  from  the  Far 
East  also  fell  off  somewhat,  the  September  traffic  representing 
approximately  4  per  cent  of  the  total,  as  against  an  average  of 
approximately  6  per  cent  during  the  past  fiscal  year." 


EGYPTIAN    COTTON    TRAFFIC 

The  Traffic   World   Washington  Bureau 

Commenting  on  a  resolution  adopted  by  the  National  Associa- 
tion of  Cotton  Manufacturers  approving  the  efforts  of  the  Ship- 
ping Board  to  get  a  fair  share  of  the  cotton  traffic  from  Egypt 
for  American  ships,  President  Powell  of  the  Emergency  Fleet 
Corporation  said  it  was  "very  helpful."  The  resolution  follows: 

Resolved,  by  the  National  Association  of  Cotton  Manufacturers, 
that  in  view  of  the  considerable  purchases  of  Egyptian  cotton  for  use 
of  American  mills,  and  the  future  importance  of  this  valuable  material 
for  American  manufacturing,  the  possession  by  the  United  States  of  a 
merchant  shipping  of  its  own,  rightly  proportioned,  to  the  strength  of 
our  American  industrial  interests,  is  essential  to  the  security  of  our 
commerce  and  vital  to  the  national  defense. 

We,  therefore,  approve  the  effort  which  the  United  States  Shipping 
Board  is  making  to  secure  for  American  ships  the  carrying  of  a 
proper  share  of  our  imports  of  Egyptian  cotton  destined  for  American 
consumption,  whether  these  imports  are  brought  direct  to  Boston  or 
New  York,  or  are  brought  indirectly  via  European  ports  to  merchants 
and  manufacturers  on  this  side  of  the  Atlantic. 


SHIPPING  BOARD  SERVICE 

The  Traffic  World  Washington  Bureau 

The  United  States  Shipping  Board  has  made  the  following 
announcement : 

"Plans  for  making  the  United  States  Line  the  finest  steam- 
ship company  operating  between  the  port  of  New  York  and 
Germany  have  been  completed. 

"The  Line  at  present  is  operating  five  steamers,  namely  the 
George  Washington,  the  America,  the  Princess  Matoika,  the 
Potomac  and  the  Susquehanna. 

"The  America,  which  was  only  reconditioned  temporarily, 
will  most  likely  be  permanently  reconditioned  during  the  winter, 
the  work  being  carried  out  when  she  is  in  port  both  at  home 
and  abroad.  It  is  the  intention  to  restore  the  America  to  her 
original  condition  when  she  was  flying  the  German  flag.  When 
she  is  thoroughly  finished  the  United  States  Line  will  have 
in  her  and  the  George  Washington  two  passenger  steamers  that 
will  not  be  surpassed  by  any  other  liners  of  the  same  tonnage 
in  operation. 

"We  are  also  considering  the  withdrawal  of  the  steamers 
Princes  Matoika,  Potomac  and  Susquehanna  from  service  and 
substituting  three  of  the  new  '535'  ships  known  as  the  State 
boats.  These  vessels  will  be  fitted  with  closed  steerage 
quarters. 

"With  these  five  ships  the  United  States  Line  will  be  in 
a  position  to  compete  on  the  most  favorable  terms  with  any 
other  passenger  service  installed  between  New  York  and  the 
German  ports.  We  are  going  to  take  the  best  of  our  assets 
and  place  them  at  the  disposal  of  this  Line,  which  is  being 
operated  for  the  United  States  Shipping  Emergency  Fleet 
Corporation." 


HAY  SHIPPED  VIA  CANAL 

"Several  shipments  of  alfalfa  hay  from  California,  ranging 
in  volume  from  500  to  3,000  bales,  were  received  during  October 
at  eastern  seaboard  markets,  including  New  York  City,  Newark, 
N.  J.,  and  Boston,  Mass.,"  the  Bureau  of  Markets  and  Crop 
Estimates  of  the  Department  of  Agriculture  has  announced. 

"These  shipments  mark  the  first  time  California  hay  has 
sold  in  any  considerable  quantity  in  Atlantic  seaboard  cities. 
A  light  crop  of  locally  grown  hay  and  high  freight  rates  from 


the  alfalfa-producing  sections  of  the  Central  West  have  made 
it  possible  for  the  California  growers  to  compete  for  business 
in  the  eastern  markets. 

"This  hay  is  being  shipped  via  the  Panama  Canal  on  regular 
steamers  plying  between  the  Pacific  and  Atlantic  coast  markets. 
The  water  rate  is  $12  per  ton,  including  canal  tolls,  but  exclu- 
sive of  lighterage  or  other  distribution  charges  at  delivery 
points.  The  minimum  amount  that  will  be  carried  at  this  rate 
is  one  carload,  and  delivery  is  restricted  to  ports  at  which  the 
ship  makes  regular  stops  when  less  than  a  full  cargo  is  on 
board. 

"Shipments  made  up  to  Nov.  1  have  consisted  of  choice 
and  No.  1  alfalfa  (shippers'  grade)  in  large  5-wire  single  com- 
pressed 200-lb.  bales.  The  hay  arrived  apparently  in  good  con- 
dition. The  weather  generally  has  been  favorable  for  long- 
distance shipments,  but  it  is  thought  by  dealers  in  the  eastern 
markets  that  no  trouble  will  be  experienced  on  account  of  hay 
getting  out  of  condition  en  route  if  it  is  in  proper  condition 
when  shipped.  Because  of  the  method  of  handling,  both  in 
loading  and  unloading  from  the  boats,  few  bales  are  broken. 
In  fact,  about  the  only  damage  noted  has  been  a  few  broken 
wires.  The  shattering  is  no  more  than  would  occur  in  unload- 
ing from  a  car,  and  consists  only  of  the  leaves  and  a  few  stems 
from  the  outside  of  the  bale." 


SHIPPING   BOARD  CLAIMS 

The  test  case  hearing  of  the  claims  of  the  Tampa  Dock 
Company  against  the  United  States  Shipping  Board  Emergency 
Fleet  Corporation  has  been  continued  to  November  15,  when 
Charles  Piez,  former  director-general;  William  McNitt,  former 
assistant  general  counsel;  Howard  Coonley,  former  vice-presi- 
dent, all  of  the  Emergency  Fleet  Corporation,  during  the  war, 
and  others  will  testify  as  to  their  knowledge  of  the  verbal  prom- 
ises said  to  have  been  made  to  wooden  shipbuilders  in  1918. 

The  Claims  Commission  of  the  Shipping  Board  has  made  an 
award  in  the  case  of  the  Andrew  C.  Sisman  Company  of  Detroit, 
which  had  a  contract  to  furnish  the  woodwork  (carpenter  work) 
for  150  steel  boats  built  by  the  Submarine  Boat  Corporation,  at 
Newark  Bay.  The  plaintiffs  claimed  that  they  suffered  dam- 
ages because  of  the  fact  that  it  took  them  a  year  longer  than 
the  time  specified  in  the  contract  to  complete  the  work;  they 
also  claimed  damages  for  excessive  prices  for  lumber  which 
the  Shipping  Board  was  to  furnish,  but  did  not  furnish.  The 
total  amount  of  their  claim  was  $347,110.91,  which  the  Claims 
Commission  -settled  by  awarding  $237,800.12. 


SHIPPING   BOARD  AND   LIMITATION   CONFERENCE 

Chairman  Lasker  of  the  United  States  Shipping  Board  has 
announced  the  appointment  of  Daniel  H.  Cox  as  special  assistant. 
Mr.  Cox  will  act  as  liaison  officer  between  the  United  States 
Shipping  Board  and  the  American  delegates  to  the  Conference 
on  the  Limitation  of  Armaments  and  it  will  be  his  duty  to  collect 
and  assemble  all  data  and  information  within  the  scope  of  the 
Shipping  Board's  activities  that  may  be  requested  by  the  Con- 
ference. He  was  born  in  New  York  and  is  a  member  of  the  '94 
class  of  the  Naval  Academy.  He  entered  the  construction  corps 
of  the  navy  and  served  as  naval  constructor  therein  until  1903, 
when  he  resigned  and  entered  private  business  as  a  naval  archi- 
tect and  naval  engineer  in  the  firm  of  Cox  &  Stevens,  New  York. 
When  war  was  declared  Mr.  Cox  enrolled  in  the  U.  S.  N.  R.  F. 
and  was  stationed  at  the  New  York  district  in  connection  with 
the  conversion  of  private  vessels  into  naval  auxiliaries.  In 
August,  1917,  he  was  transferred  to  the  Emergency  Fleet  Cor- 
poration and  served  as  manager  of  ship  construction  under 
Charles  Piez,  who  was  director-general,  and  he  was  released 
June  1,  1919,  at  which  time  he  returned  to  his  private  business. 
He  is  secretary  and  treasurer  of  the  Society  of  Naval  Architects 
and  Marine  Engineers. 


UNITED  AMERICAN  LINES  SERVICE 
The  Hansa,  flying  the  flag  of  the  Hamburg  American  Line, 
arrived  at  New  York  November  6  on  her  first  voyage  since  the 
war.  She  is  the  second  of  three  passenger  steamers  which  the 
H.  A.  L.  will  put  in  the  New  York-Hamburg  service,  maintained 
jointly  with  the  United  American  Lines.  The  Hansa,  for  many 
years  prior  to  the  war,  was  accounted  one  of  the  most  luxurious 
boats  in  the  north  Atlantic  trade,  and  for  over  three  years  she 
held  the  transatlantic  passage  record  with  a  crossing  in  five 
days,  seven  and  a  half  hours.  Just  prior  to  the  war,  under 
the  name  of  Victoria  Luise,  she  was  known  to  the  traveling 
public  as  a  pleasure  cruiser.  This  vessel  now  comes  as  a  third- 
class  passenger  carrier.  The  Hansa  is  of  17,000  gross  tons  and 
is  663  feet  in  length. 


NEW    CUNARDER   LAUNCHED 

The  14,000  ton  "Andania,"  the  seventh  Cunard  Line  steamer 
built  since  the  war,  was  successfully  launched  on  the  Tyne 
November  1.  The  new  steamer  is  538  feet  long,  with  a  beam 
of  65  feet  and  a  depth  of  43  feet.  It  will  have  accommodations 
for  1,700  cabin  and  third-class  passengers,  and  is  intended  for 
the  Cunard's  direct  service  to  Quebec  and  Montreal,  which  it 
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PASSENGER 
and  FREIGHT 
STEAMERS 


NEW  ORLEANS-EUROPE 

MEXICO 

Corunnt,  Santander,  Cherbourg, 
Southampton,  and  Amsterdam,  via 

Vera  Crui  and  Havana 
Sailing  from  New  Orl.an. 

S.  S.  Frisia December  2nd 

S.  S.  Hollandia December  30th 

S.  S.  Zeelandia January  13th 

First,  ««cond  and  third  clau 

Sailing*  every  three  week*  there- 
after. Sailing*  subject  to  change 
without  notice. 

For  further  particulars  Apply  (• 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Agenti, 

630  Common  Strict,     Nrw  OtU.ni,  U. 


BALTIMORE 

TO 

PORT  of  LOS  ANGELES  and  SAN  FRANCISCO 
and  HAWAIIAN  ISLANDS 

Express  freight  and   Passenger  §ervice 

S.S.  HAWKEYE  STATE,  Sailing  December  3,  1921 
S.S.  BUCKEYE  STATE,  Sailing  January  7,  1922 
Kate*  and  Space  on  Application 

MATSON  NAVIGATION  COMPANY 

Managing  Agents  United  State*  Shipping  Board 
BALTIMORE  SAN  FRANCISCO  HONOLULU 

26  So.  Gay  St.  120  Market  Street  Ca*tle  &  Cook,  Ltd. 


ROUTE  YOUR  CARGO  VIA 

HobilerBulfporlrPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 

LIVERPOOL  AND  MANCHESTER 

S.S.  MAIDEN  CREEK— Loading  from  Pensacola  and 

Mobile.    Due  Mobile  Nov.  8th 
S.S.  CLAVARACK Due  Mobile  about  Nov.  25th 

HAMBURG  AND  BREMEN 

S.S.  AFOUNDRIA— Loading  from  Mobile  and  Pensa- 
cola.   Due  Pensacola  about  Nov.  14th 

LONDON  AND  HULL 

S.S.  AVILDWOOD — Loading  from  Mobile  and  Pensa- 
cola.   Due  Mobile  about  Nov.  15th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Year*'  Experience 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation  Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between  New  York,  Boston,  Philadelphia  and  Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Bo*ton  Phil*.  New  York 

8.8.  MINNE80TAN    NOT.  12  Nor.  17 

8.8.  IOWAN   NOT.l*  NoT.24 

8.8.  ALASKAN     NOT.  26  Dee.    1 

8.8.  MEXICAN     Dee.    3  Dee.    8 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from  Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  S.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom    and    Continent — Direct    Fort- 
nightly   Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  tHANSA  NOT.  17 

S.S.  'MOUNT  CLINTON  NOT.  24 

8.8.  fBAYERN  Dec.  1 

S.S.  *MOUNT  CLAY  Dee.  8 

B.S.  fWUERTTEMBERG  Dec.  IS 

8.8.  'MOUNT  CARROLL  Dec.  22 

•Carries  third-class  passengers. 

fCabin   and   third-class   passenger* 

LOADING  PIER  86,  NORTH  RIVER 

PHILADELPHIA  TO  HAMBURG 

S.S.  CALLISTO    (Hamburg    only— via    Baltimore) Dee.  10 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (via   Baltimore   and   Norfolk) NOT.  29 

S.S.  CLARKSBURG    (via  Baltimore  and  Norfolk) Dec.  22 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (TIB  Norfolk) Dee.    8 

8.8.  CALLISTO     (Hamburg    only) Dee.  17 

S.S.  CLARKSBURG     (via    Norfolk) Dec.  29 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CLARKSBURG  NOT.  12 

S.S.  DEUTSCHFELD   Dec.  10 

S.S.  CLARKSBURG  Dee.  SI 

NEW  ORLEANS  TO  HAMBURG 

S.S.  ADALIA    Early  November 

8.8.  AMASSIA     Early  December 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic   Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swettenham,    Singapore,    Bataria. 
Samarang,    Soerabaya 

8.8.  HALF    MOON     NOT.  21 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    I. 


NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.  HALF  MOON   NOT.  25 

Loading    Pier    21,    Pouch    Terminal,    Clifton.    S.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1020 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street.  Chicago  Phone  Wabash  4891 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone   Fort  Hill  .1084 

Bourse  Bldg.,  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dimond  &  Co.,  310  Sansome  St.,  San  Francisco 
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will  help  to  reinaugurate.  During  the  war  all  Cunarders  on 
the  Canadian  route  were  sunk,  and  as  a  consequence  the  serv- 
ice had  to  lapse.  The  "Andania"  is  the  third  of  a  series  of  six 
vessels  which  the  company  is  constructing  to  carry  cabin  and 
third-class  passengers  onljr.  It  was  preceded  into  the  water 
by  the  "Antonia"  and  "Ansonia,"  and  will  be  followed  by  the 
"Alaunia,"  "'Aurania"  and  "Ascania."  The  "Andania,"  like  its 
six  predecessors,  is  an  oil-burner,  with  a  single  funnel,  thus 
providing  greatly  increased  space  for  passenger  accommoda- 
tion above  that  usually  afforded  on  a  ship  of  her  tonnage. 


agent  for  the  Kansas  City  Southern  Railway  at  Kansas  City. 
He  is  succeeded  as  general  agent  at  St.  Louis  by  C.  W.  Wheeler. 

C.  W.  Fish,  formerly  traffic  manager  of  the  National  Rail- 
ways of  Mexico,  has  been  appointed  foreign  freight  agent  for 
the  Texas  Mexican  Railway  Company,  at  St.  Louis. 

P.  O'Rourke,  formerly  freight  claim  adjuster  for  the  Erie 
Railroad,  is  now  associated  with  E.  A.  Hodkinson,  traffic  con- 
sultant, New  York  City. 


FOREIGN    SHIPS    IN    ALASKAN    TRADE 

At  a  hearing  before  the  House  committee  on  merchant 
marine  and  fisheries,  on  H.  R.  6645,  to  amend  section  27  of  the 
Jones  merchant  marine  act  so  as  to  permit  foreign  steamships 
to  enter  the  coastwise  trade  with  Alaska,  W.  L.  Clark,  repre- 
senting the  National  Merchant  Marine  Association,  said  that 
Canadian  interests  were  trying  to  invade  the  coastwise  trade 
of  the  United  States. 

Canadian  government  owned  railroads,  it  was  stated,  were 
divertng  grain  to  Canadian  ports  for  shipment  abroad,  and  the 
ports  at  Montreal  and  Georgian  Bay  have  been  congested,  while 
American  ships  and  American  ports  are  practically  idle.  It  was 
contended  that  Alaskan  waters  ougit  not  to  be  made  free  for 
foreign  ships,  either  in  the  fisheries  trade  or  in  transportation 
services. 


SALE  OF   HOG   ISLAND  SHIPYARD 

Sidney  Henry,  commercial  manager  of  the  Emergency  Fleet 
Corporation,  after  a  visit  to  Philadelphia,  announced  that  re- 
ports that  Hog  Island  and  the  ship  village  there  were  to  be 
sold  on  the  auction  block  were  misleading.  He  said  no  decision 
had  been  reached  with  regard  to  the  disposition  of  the  huge 
ship  plant.  Mr.  Henry  conferred  with  Mayor  Moore  of  Phila- 
delphia relative  to  the  shipyard.  At  this  conference,  it  was 
said,  stress  was  laid  upon  the  advantageous  location  of  the 
shipyard  as  a  railroad  terminal  for  Philadelphia.  The  Fleet 
Corporation  wishes  to  stimulate  public  interest  in  the  ultimate 
disposal  of  the  world's  greatest  shipyard,  with  the  end  in  view 
of  having  it  put  to  the  best  possible  use. 


BIDS  FOR  RECONDITIONING  LEVIATHAN 
Sealed  bids  for  the  reconditioning  of  the  Leviathan  will  be 
received  by  the  International  Mercantile  Marine  Company,  as 
agent  for  the  Emergency  Fleet  Corporation,  at  Room  408,  9 
Broadway,  New  York  City,  up  to  and  including  10  a.  m.,  De- 
cember 29,  at  which  time  and  place  they  will  be  publicly  opened. 
Bidders  will  be  required  to  state  a  lump-sum  price  for  which 
they  will  accomplish  all  the  work  specified,  the  Shipping  Board 
announced. 

.  . .  —J   .i 


Personal  Notes 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  annual  of  the  Traffic  Club  of  New  England  will  take 
place  at  Jordan  Hall,  Boston,  November  19.  The  Athenian 
Players  will  present  "Nothing  But  the  Truth,"  and  the  Traffic 
Club  Glee  Club  will  sing. 


On  November  5  the  New  York  University  Traffic  Club  made 
a  tour  of  New  York's  express  facilities  to  inspect  the  manner  of 
handling  that  class  of  traffic.  On  October  20  the  club  witnessed 
a  showing  of  moving  pictures  portraying  the  transportation  con- 
ditions of  the  metropolitan  district  and  remedies  proposed  by 
the  Port  Authority.  Another  picture  of  interest  to  shippers, 
"The  Lost  Million,"  will  be  presented  before  the  club,  Decem- 
ber 2. 


At  the  monthly  meeting  of  the  Pittsburgh  Unit  of  the  Traffic 
Group,  National  Retail  Dry  Goods  Association,  held  at  the  Gen- 
eral Forbes  Hotel,  November  9,  the  following  officers  were 
elected:  J.  F.  McCleery,  traffic  manager,  the  Joseph  Home 
Company,  president;  C.  C.  Ochs,  secretary  and  treasurer.  The 
president  will  appoint  the  various  committees  at  the  next  meet- 
ing, December  14. 


Dr.  L.  C.  Wright  spoke  on  "The  Dignity  of  Labor"  at  the 
bi-monthly  meeting  of  the  Traffic  Club  of  Cleveland,  held  at 
the  Hotel  Cleveland,  November  7.  The  annual  dinner  of  the 
club  will  be  held  on  February  15,  1922. 


The  railroad  situation  was  discussed  from  three  angles  at 
the  annual  banquet  of  the  Lansing  Traffic  Club,  which  was  held 
at  the  Chamber  of  Commerce,  Lansing,  November  3.  L.  W. 
Landman,  passenger  traffic  manager  for  the  Michigan  Central 
Railroad,  Chicago,  spoke  from  the  point  of  view  of  the  railroads. 
Sherman  T.  Handy,  chairman  of  the  Michigan  commission, 
spoke  for  that  body,  and  Joseph  H.  Beek,  executive  secretary  of 
the  National  Industrial  Traffic  League,  spoke  for  the  shippers. 
Mr.  Beek  predicted  that  better  times  were  only  a  short  distance 
off  and  pointed  out  the  fallacy  in  seeking  a  reduction  in  freight 
rates  before  a  reduction  in  operating  costs  of  the  railroads 
could  be  obtained. 


The  fall  dinner  of  the  Transportation  Club  of  Louisville  will 
take  place  at  the  Pendennis  Club,  November  15.  The  speakers 
will  be  A.  H.  Young,  manager  of  industrial  relations,  Interna- 
tional Harvester  Company,  Chicago,  and  E.  S.  Woosley,  manager 
sales  promotion  department,  Peaslee-Gaulbert  Company,  Louis- 
ville. 


Frederic  J.  Couse  has  been  appointed  foreign  freight  agent 
for  the  Baltimore  &  Ohio  at  Baltimore,  vice  W.  T.  Moore,  who 
has  been  appointed  assistant  to  the  general  freight  traffic  man- 
ager, at  Baltimore. 

H.  B.  Titcomb  has  been  elected  president  of  the  Southern 
Pacific  Railroad  Company  of  Mexico  and  the  Arizona  Eastern 
Railroad,  to  fill  the  vacancy  caused  by  the  death  of  Epes  Ran- 
dolph. 

The  Georgia  &  Florida  Railway  has  announced  the  follow- 
ing appointments:  F.  P.  Bass,  commercial  agent,  Valdosta,  Ga.; 
I.  J.  Dymond,  general  agent,  Cincinnati;  H.  R.  Sandefur,  trav- 
eling freight  agent,  Carolina-Virginia  territory;  E.  W.  Dodge, 
Jr.,  commercial  agent,  Savannah,  Ga.,  vice  W.  C.  Duggan,  who 
resigned.  H.  K.  Wilkinson,  division  freight  agent,  Valdosta, 
Ga.,  and  D.  W.  Agnew,  general  western  agent,  Cincinnati,  have 
resigned  and  both  positions  have  been  abolished. 

John  Hart  has  resigned  as  traffic  manager  for  the  Grasselli 
Chemical  Company,  Cleveland.  His  successor  has  not  as  yet 
been  selected. 

Samuel  L.  King,  Jr.,  former  traffic  manager  of  the  Rosen- 
baum  Company,  Pittsburgh,  has  resigned  and  accepted  the 
position  of  general  manager  for  the  Equitable  Auto  Company,  of 
that  city. 

F.  M.  Sublette  has  been  appointed  commercial  agent  for  the 
Gulf,  Mobile  &  Northern,  at  Louisville.  He  is  succeeded  as 
commercial  agent  at  Mobile  by  R.  P.  Tallman. 

L.  G.  Lind  has  been  appointed  auditor  of  disbursements  for 
the  Wabash  Railway,  vice  A.  L.  Lallier,  who  resigned  to  enter 
business. 

George  H.  Stevenson,  traffic  manager  for  the  General  Chem- 
ical Company,  New  York,  for  the  past  23  years,  died  suddenly 
at  his  home  in  Maplewood,  N.  J.,  October  31. 

B.  A.  Rogers  has  been  appointed  assistant  general  freight 


REPARATION  ON  VEGETABLE  OILS 

Editor  The  Traffic  World: 

I  have  noted  the  letter  from  Procter  &  Gamble  Company 
(Traffic  World.  Nov.  5.  p.  956)  with  reference  to  testimony  as 
to  traffic  reprisals  in  the  so-called  vegetable  oil  cases.  I  think 
it  only  proper  to  confirm  the  statement  of  the  Procter  &  Gamble 
Company  that  their  company  was  in  no  way  concerned  in  this 
testimony  and  that  it  had  no  application  to  the  dockets  to  which 
they  were  a  party. 

John  F.  Finerty,  Assistant  General  Counsel, 
)r  !  U.  S.  Railroad  Administration. 

Washington,  D.  C.,  Nov.  8,  1921. 


PERE    MARQUETTE   ABANDONMENT 

The  Pere  Marquette  has  filed  applications  with  the  Commis- 
sion asking  authority  to  abandon  about  a  mile  of  line  known 
as  Lyons  Spur,  in  Ionia  county,  Michigan,  and  also  about  20  miles 
of  line  known  as  the  Big  Rapids  to  White  Cloud  Line  in  Newago 
and  Mocosta  counties,  Michigan.  The  reason  given  in  both  in- 
stances is  that  the  traffic  on  the  lines  is  wholly  insufficient  to 
warrant  further  maintenance  and  operation. 


SEWELL  VALLEY   BONDS 

The  Sewell  Valley  Railroad  Company  of  West  Virginia,  in 
an  application  filed  with  the  Commission,  has  asked  authority 
to  issue  and  sell  $50,000  of  first  mortgage  5  per  cent  gold  bonds, 
maturing  November  15,  1938,  and  to  sell  $60,000.  of  first  mort- 
gage 5  per  cent  gold  bonds  maturing  on  the  same  date.  The 
proceeds  will  be  used  to  settle  an  open  account  of  $65,000  in- 
curred for  the  purchase  of  25  steel  hopper  coal  cars  and  also 
for  reimbursement  in  part  of  money  expended  for  a  locomotive. 
The  company  proposes  to  sell  the  bonds  at  $866.67  per  $1,000 
bond. 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 


MONTREAL  PHILADELPHIA 

BOSTON  PORTLAND,  ME. 

•ad 

ANTWERP  BRISTOL 

HAMBURG  GLASGOW 

MEDITERRANEAN  HAVRE 

LIVERPOOL  ROTTERDAM 

SOUTHAMPTON  DANZIG 

LEVANT 

Import  and  Export  Freight  Shipment  I  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 
S.  W.  Cor.  Dearborn  and  Randolph  Sta.  Telephone  Central  20SO 


NKW  YOUC 
BALTIMORE 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


NOSA  LINE 


Monthly  Sailing!  to  Principal  Porta 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

•OVie  Queen  &  Crescent  Hldg.,  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  848  MarqueUe  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South    American  S,S.  Co. 

INCORPORATED 


gr  World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 
Portland,  Me.  Norfolk 


New  York 

Boston 

Philadelphia 


Montreal 
Baltimore 


Galveston 


London 
Liverpool 
Manchester 
Glasgow 


TO 

Antwerp 
Hamburg 
Danzig 
Gibraltar 


Avonmouth 


Mobile 
New  Orleans 
Brunswick 

Genoa 

Southampton 
Australia  and 
New  Zealand 
Naples 


INTERNATIONAL   MERCANTILE 
MARINE   COMPANY 

A.  C.  Fetterolf,  Freight  Traffic  Manager 
OFFICES 


New  York.  1 1  Broadway 
Boston.  84  State  St. 
Montreal.  McGill  Bldg. 
Philadelphia,  Bourse  Bldg. 
Baltimore,  Chamber  of  Commerce 
Chicago.  327  So.  La  Salle  St. 
Toronto,  1008  Royal  Bank  Bldg. 


Portland.  Me.,  I  India  St. 


New  Orleans.  Hlbernla  Bank  Bldg. 
Galveston.  Cotton  Exchange  Bldg. 
Norfolk.  Flatlron  Bldg. 
Minneapolis.  Metropolitan  Life  Bldg. 
Houston.  Cotton  Exchange  Bldg. 
St.  Louis,  Cor.  I  Ith  and  Locust  Sts. 
Mobile.  Ala..  Mobile  Liners 


Pacific  Mail  Steamship  Co. 

Under  American  F/af   PASSENGERS  AND  FREIGHT-  £.fafc«»/ie</  1148 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Franciaco,  Loa  Angeles  to  Baltimore,  calling  at  port*  In 
Mexico,  Guatemala,  Salvador,  Nicaragua  and  Cuba 

S,  S-  Ecuador  satis  from  San  Francisco  November   21st 
5.  5.  Colombia  sails  from  Baltimore  December  12th. 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  day* 

TRANS-PACIFIC  SERVICE 

"The  Sun./im.  Bait  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai,  Manila, 
Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  2 1. 1 00- ton  displacement,  17^-knot,  steamers  5.  5. 
Hoosier  State  (December  17th);  5.  5.  Golden  State  (Jan- 
uary 14th);  5.  5.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Franciaco  direct  to  India,  culling  at  Honolulu,  Manila,  Saigon, 
Singapore,  Colombo,  Madras,  Calcutta 

Passenger  and  freight  sailings  monthly  by  new  and  commodious 
U.  S.  Shipping  Board  20,000-ton  displacement  steamer*  5.  5. 
Granite  State  (November  18th);  5.  S.  Creole  State  (Decem- 
ber 19th);  S.  S.  Wolverine  State  (January  15th). 

Through  km*  of  ladins  iuuad  to  and  from  point*  beyond  port*  »f  caJl 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agencyj  or  to 
Genera/  fattangar  and  Ticket  office.-  til  Mar  hat  St.,  San  f'ranciteo 

General  Office*:  508  California  Street,  San  Franciaco 
10  Hanover  Square,  N.  Y.     400  Exchange  Place,  Baltimore 

Managing  Agents;   U.  S.  Shipping 


"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York,  Philadelphia.  Baltimore 


AND 


Los  Angeles  (wamington) 

San  Francisco.  Portland, 

Seattle  and  Tacoma 

Through   Bill*  of  Lading  issued  to  San   Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,   Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Port* 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 


Baltimore,  Md. 

Keyser  Building 


Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Offices  in  Loa  Angeles.  San  Franciaco, 
Portland,  Seattle  and  Tacoma 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

•  Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO   GOODS 

Proof  of  Delivery: 

(Supreme  Court  of  Alabama.)  In  an  action  for  failure  to 
deliver  an  express  package,  a  receipt  purporting  to  be  from 
J.  F.  P.  was  not  proof  of  delivery  to  Josie  P.,  the  consignee. — 
American  Ry.  Express  Co.  vs.  Powell,  89  Sou.  Rept.,  p.  546. 

A   notice   sent   to   a   consignee   by   an   express    company  in 
January,   1919,  that  express  package  was  at  its  office  was  con- 
tradictory of  a  claim  of  delivery  in  October,  1918. — Ibid. 
Acceptance  for  Shipment — Question  for  Jury: 

(Supreme  Court  of  North  Carolina.)  Under  the  evidence  in 
action  involving  question  whether  packages  which  were  stolen 
during  the  night  after  they  were  left  with  an  express  company, 
and  which  it  claimed  were  not  in  condition  for  shipment,  had 
been  accepted  by  it  for  shipment,  or  whether  its  duties  with 
respect  thereto  were  only  those  of  a  warehouseman,  held  that 
the  question  whether  the  packages  were  properly  packed  for 
shipment  was  properly  left  to  the  jury- — Coburn  vs.  American 
Ry.  Express  Co.,  108  S.  E.  Rept.,  p.  375. 

Bill  of  Lading  Provision  as  to  Time  for  Suits  and  Notice  of  Loss 
Held  Not  to  Apply  Where  Carrier's  Agent  Received  and 
Absconded  with  Money  Collected  for  Goods: 
(Supreme  Court  of  Minnesota.)  Defendant  was  the  last  car- 
rier of  an  intrastate  shipment,  shipped  under  an  order  bill  of 
lading  by  plaintiff  to  its  order,  "Notify  R.  L.  Brown."  Defend- 
ant's station  agent  delivered  the  shipment  to  Brown,  the  pur- 
chaser, without  the  bill  of  lading  being  presented,  but  received 
full  payment  for  the  goods.  The  agent  absconded  without  turn- 
ing over  the  money  to  either  plaintiff  or  defendant.  In  this 
action  for  conversion  it  is  held:  The  provisions  in  the  bill  of 
lading  that  suits  for  loss  or  damage  to  the  shipment  must  be 
brought  within  a  specified  time,  and  that  notice  of  loss  or  dam- 
age must  be  filed  in  writing  within  a  certain  time,  do  not  cover 
a  loss  resulting  from  the  facts  herein  found — following  Bardwell 
vs.  American  Express  Co.,  35  Minn.  344,  28  N.  W.  925.— M.  W. 
Savage  Factories,  Inc.,  vs.  Canadian  Northern  Ry.  Co.,  N.  W. 
Rept.  184,  p.  367. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Charterer   Not   Liable  for   Sinking   of   Boat   Due  to   Unfitness  for 

Known    Use: 

(Circuit  Court  of  Appeals,  Third  Circuit.)  Finding  that 
sinking  of  a  boat  while  being  loaded  with  coal  at  charterer's 
tipple  was  due  to  its  unseaworthiness,  and  not  to  negligence 
of  charterer  in  loading,  held  sustained  by  the  evidence. — Penn 
Builders  &  Supply  Co.  vs.  Braeburn  Steel  Co.,  274  Fed.  Rept., 
p.  794. 

There  is  an  implied  warranty  by  the  owner  of  a  boat  of  its 
general  fitness  for  the  known  use  for  which  it  was  chartered. — 
Ibid. 

There  is  no  liability  of  the  charterer  of  a  boat  for  its  sink- 
ing, due  to  no  negligence  of  the  charterer,  but  to  lack  of  its  gen- 
eral fitnes*s  for  the  known  use  for  which  it  was  chartered,  of 
which  there  was  an  implied  warranty  by  the  owner. — Ibid. 
Damage  to  Sugar  Held  Due  to  Improper  Dunnage: 

(District  Court,  E.   D.,   New  York.)     Damage   to  the  lower 
and  outside  tiers  of  bags  of  sugar  from  moisture  held   due  to 
unseaworthiness  of  the  ship,  caused  by  failure  to  supply  proper 
dunnage. — The  Tabor,  274  Fed.  Rept.,  p.  880. 
Owner   of   Chartered    Vessel     Primarily    Liable    for    Damage   to 

Cargo  Due  to  Unseaworthiness: 

(District  Court,  E.  D.(  New  York.)  Damage  to  a  cargo  of 
sugar  from  leakage  of  sea  water  into  a  hold  held  due  to  unsea- 
worthiness of  the  vessel  by  reason  of  structural  defects,  which 
manifested  themselves  under  ordinary  conditions  of  severe 
weather,  and  for  which  the  vessel  was  not  exempted  from  lia- 
bility by  Harter  act,  par.  3  (Comp.  St.,  par.  8031),  it  being  shown 
that  many  of  the  rivets  were  not  properly  fitted  or  driven,  allow- 
ing leakage  around  them,  which  defects  should  have  been 
disclosed  by  a  proper  inspection. — The  Lake  Allen,  274  Fed. 
Rept,  p.  873. 

Where  damage  to  the  cargo  of  a  chartered  vessel  was  due 


to  unseaworthiness,  the  owner  is  primarily  and  the  charterer 
secondarily  liable  therefor. — Ibid. 


COAL  PRODUCTION  REPORT 

"Coal  production  started  downward  again  even  before  the 
news  that  a  railroad  strike  had  been  averted  was  definitely 
received,"  said  the  Geological  Survey  in  its  current  coal  report. 
"The  output  of  bituminous  coal  during  the  week  ended  October 
29  was  10,951,000  tons,  a  decrease  of  107,000  tons  when  com- 
pared with  the  week  preceding. 

"As  shown  by  the  following  statement  of  cars  loaded  daily, 
production  began  to  slacken  on  Tuesdy  and  Wednesday,  instead 
of  keeping  up  late  into  the  week,  as  it  had  done  the  week 
before:  Monday,  October  24,  38,832;  Tuesday,  October  25,  36,683; 
Wednesday,  October  26,  34,547;  Thursday,  October  27,  33,699; 
Friday,  October  28,  33,924;  Saturday,  October  29,  26,837. 

"The  decline  apparently  continued  into  the  first  of  the  week 
(October  31-November  5).  Telegraphic  reports  indicate  load- 
ings on  Monday  were  only  34,153  cars,  or  4,.679  less  than  on 
the  preceding  Monday.  Tuesday's  loadings  were  sharply  re- 
duced by  the  observance  of  All  Saints  Day  (November  1),  and 
amounted  to  but  27,007  cars. 

"The  all-rail  movement  of  coal  to  New  England  increased 
during  the  week  ended  October  29.  Reports  to  the  American 
Railway  Association  show  that  3,208  cars  of  anthracite  and 
2,971  cars  of  bituminous  coal  were  forwarded  through  the  gate- 
ways over  the  Hudson.  Comparison  with  the  week  ended  Octo- 
ber 22  shows  increases  of  308  and  114  cars,  respectively.  An- 
thracite shipments  were  practically  the  same  as  those  in  the 
corresponding  week  in  1920;  bituminous  shipments,  however, 
were  41  per  cent  less. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  changed 
but  little  in  the  week  ended  October  30.  According  to  reports 
submitted  by  the  Ore  and  Coal  Exchange,  a  total  of  585,153  net 
tons  was  dumped.  In  comparison  with  the  week  preceding, 
this  was  a  decrease  of  8,206  tons.  Dumpings  in  the  correspond- 
ing week  in  1920  were  1,037,858  tons.  Of  the  total  dumped, 
563,490  tons  were  cargo  coal  and  21,663  tons  were  vessel  fuel. 

"The  cumulative  movement  for  the  present  season  to  date 
stands  at  21,461,460  tons.  Comparison  with  recent  years  shows 
that  1921  is  five  and  a  quarter  million  tons  behind  1918,  a 
quarter  of  a  million  tons  behind  1919,  and  a  million  and  a  quar- 
ter tons  ahead  of  1920. 

"The  movement  of  soft  coal  from  Hampton  Roads  increased 
sharply  during  the  last  week  in  October.  Reports  show  that  the 
total  dumpings  were  338,192  net  tons,  an  increase  when  com- 
pared with  the  preceding  week,  of  93,798  tons,  or  38  per  cent. 
Foreign  demand  showed  some  improvement  and  overseas  ex- 
ports increased  to  74,369  tons.  Shipments  to  New  England 
totaled  188,685  tons,  against  149,449  tons  in  the  week  before. 
The  tonnage  destined  to  the  coastwise  trade  other  than  New 
England  also  increased." 


C.   C.   &   O.    BONDS 

The  Carolina,  Clinchfield  &  Ohio  has  applied  to  the  Com- 
mission for  authority  to  issue,  under  a  mortgage  and  deed  of 
trust  securing  a  total  authorized  issue  of  $40,000,000  of  bonds, 
$7,000,000  of  first  and  consolidated  mortgage  gold  bonds,  series 
A,  and  $7,369,000  of  first  and  consolidated  mortgage  gold  bonds, 
series  B.  The  series  A  bonds  are  to  be  exchangeable  for  the 
series  B  bonds.  The  company  asks  authority  to  sell  $6,000,000 
of  the  series  A  bonds  at  a  price  of  $92.25  and  accrued  interest 
from  November  1,  1921,  for  each  $100  bond,  to  Blair  &  Co., 
Inc.,  of  New  York,  and  for  authority  to  issue  $1,000,000  of  the 
series  A  bonds  to  exchange  for  an  equal  amount  of  its  first 
mortgage  5  per  cent  30-year  gold  bonds,  dated  June  1,  1908,  and 
due  June  1,  1938.  The  purpose  of  the  $6,000,000  sale  is  to  re- 
fund an  equal  principal  amount  of  notes. 


MOVEMENT  OF  FRUITS  AND  VEGETABLES 

In  its  weekly  review  of  shipments  of  fruits  and  vegetables, 
the  Bureau  of  Markets  and  Crop  Estimates  of  the  Department 
of  Agriculture  said:  "Accumulated  supplies  in  many  markets 
may  have  been  partly  responsible  for  a  weaker  tone  in  several 
lines  of  fruits  and  vegetables  during  the  week  ending  Oct.  29. 
Total  car-lot  movement  of  12  leading  lines  was  19,713  cars,  a 
decrease  of  more  than  5,000  cars  from  last  week's  shipments; 
23,046  cars  were  moved  last  year  during  the  same  period. 
Potatoes,  cabbage,  sweet  potatoes,  and  apples  showed  some  de- 
cline. Onions  and  cranberries  were  steady  to  firm.  Other  lines 
were  nearly  steady. 


ALASKA    RAILROAD   STOCK 

The  Alaska  Anthracite  Railroad  Company  has  applied  to 
the  Commission  for  authority  to  issue  and  sell  2,500  shares 
of  the  common  treasury  stock  of  the  company  to  provide  funds 
for  the  extension  of  its  line,  as  requested  in  an  earlier  appli- 
cation. The  stock  will  be  sold  at  a  price  to  yield  the  company 
not  less  than  $80  per  share  if  the  Commission  approves.  The 
par  value  of  the  stock  per  share  is  $100. 


November  12,  1921 
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On*  volume  covering  Class  and  Commodity 
Freight  Rates  from  points  In  the  Eastern, 
Seabord,  Central  and  Middle  Western 
Territories  to  all  station*  In  Wisconsin, 
Illinois  and  the  territory  west  of  the 


Mississippi   River;    also   East-Bound   Rates 
Western 


from    Western    Basing    Points   to   stations 
East  ot  the  Indiana-Illinois  State  Line. 


Issued  In  loose  leaf  form  and  served  with  a 
monthly  distribution  of  revised  pages 
covering  rate  changes. 


The   only  reproduction  of    Rail  Road  Rates 

making   reference    to  the    tariffs    of    the 

carriers  that  has  ever  been   Issued  for  the 
use  of  shippers. 


This  service  can  be  placed  in  your  traffic  or 
shipping  department  at  the  nominal  cost 
of  twenty-four  dollars  per  year. 


Write  for  sample  pages  and  endorsements 
from  satisfied  patrons  who  have  used  the 
Service  since  1908. 


HARTMAN'S  FREIGHT  RATE  SERVICE 
732  Federal  St.,  Chicago,  U.  S.  A 


North  China 
Line 

(Columbia  Pacific  Shipping  Company; 

gf  PORTLAND,  OREGON 

Regular  direct  service  without  transhipment 

between  Portland,  Oregon,  and  Yokohama, 

Kobe,  Shanghai,  Tsingtao,   Tientsin 

(Taku  Bar),  Chinwangtao  and 

Dairen 

Sailing!  Every  Twenty-one  Days  From 

PORTLAND,  OREGON 

(ALL  AMERICAN  Bag  A-l  Steel  Steamere) 
SS  "VINITA"  November  21 

SS  "WEST  KADER"  December  12 

SS  "WEST  KEATS"  January  2 

SS  "EASTERN  SAILOR"      January  23 

Portland  <«  Shanghai,  Manila  »d  Hongkong 

SS  "WEST  CAYOTE"         December  17 

Transhipment  at  Shanghai  to  American    River  steamers  for 
Nanking.    Pukow,    Hankow    and    other    open 

Yangtse   River   ports. 
FOR  RATES  AND  OTHER  INFORMATION  APPLY 

Sudden    &    ChristenSOIl,    General   Eastern  Agent. 

44  Whitehall  St.,  New  York  City 
or    UNITED  AMERICAN  LINES,  Agents 
327  South  La  Salle  St.,  Chicago 
or 

Columbia  Pacific  Shipping  Company 

General  Office* 
Board  of  Trade  Building,  Portland,  Oregon 


Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.  The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2^  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due  to  tuberculosis  is  more  than 
$500,000,000  annually. 
It  is  your  responsibility  to  combat 
this  human  and  economic  waste. 


Do  it  with  Christmas  Seals. 


Christmas  Se 


ristmas  Mail 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  into  thia  new  big  pay  field  now  1  The  traffic  director  of  a  Detroit 
concern  earn*  $19,500  a  year — a  Cleveland  traffic  man  receive*  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  bat  number- 
less traffic  positions  pay  from  $2,600  to  $10,000  a  year.  The  work  ia 
fascinating  and  intensely  interesting  and  the  reward*  are  big.  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  these 
biff  pay  job*  T 

Learn  in  Spare  Time 

You  can  quickly  master  the  secret*  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Auo- 
ciation  staff  of  expert*  can  qualify  yon  for  a  good  traffic  job  in  an 
amazingly  ahort  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  Qualified  we  awiit  yon  to  secure 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  thia  free  illustrated  book  oa  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundred*  of  suc- 
cessful member*  and  what  they  aay  of  the  A.  0.  A,  Learn  bow  we  can 
help  yen  to  a  lasting  succeaa  and  a  position  of  pre*ti«e  and  importance. 
Don't  delay  I  Send  uo  a  postal  today  1  Addrea* 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  211-B  4043  Draxol  Blvd.,  Chicago,  10. 


\ 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Trifle  Birvici  Corporation,  Colorado  Building,  Washington,  D.  C. 


Freight  Charges — Liability  of  Consignor  for 

Missouri. — Question:  A  consignment  of  steel  piling  was  for- 
warded by  the  undersigned  from  Youngstown,  O.,  to  Lincoln, 
N.  J.,  for  account  of  a  company  in  New  York  specializing  in 
steel  piling.  The  material  was  shipped  sight  draft  with  bill  of 
lading  attached.  The  draft  was  collected  and  the  material  was 
delivered  to  the  consignee,  but  the  agent  of  the  railroad  company 
neglected  to  collect  the  freight  charges. 

A  few  months  later,  the  carrying  company  presented  a  bill 
to  the  shipper  to  the  amount  of  these  freight  charges,  claiming 
that  they  could  not  collect  from  the  consignee,  for,  since  the 
delivery  of  the  consignment,  the  consignee  had  gone  into  bank- 
ruptcy, and  was  therefore  without  means  to  pay  the  bill. 

Who  is  responsible  for  the  neglect  of  the  agent? 

Answer:  The  law  requires  a  carrier  to  collect  and  the  party 
legally  responsible  to  pay  the  lawfully  established  rates  without 
deviation  therefrom,  and,  generay  speaking,  both  the  consignor 
and  consignee  are  responsible  for  the  payment  of  the  lawfully 
established  rate,  the  former  as  the  party  with  whom  the  con- 
tract of  carriage  was  made,  and  the  latter  as  prima  facie  owner 
of  the  goods.  A  carrier  may,  therefore,  look  to  either  the  con- 
signor or  the  consignee  for  its  freight  charges  and  compel 
payment  of  same  through  suit. 

Damages — Failure  of  Carrier  to  Perform  Service  Covered  by  Bill 
of  Lading  Contract 

Pennsylvania. — Question:  Is  a  carrier  responsible  for  the 
action  of  its  agent  who  accepts  for  transportation  a  shipment 
which  must  move  partly  by  river,  after  the  close  of  navigation, 
resulting  in  consignee  refusing  shipment,  because  of  long  delay, 
and  shippers  having  to  pay  storage  at  point  where  carrier  de- 
livered shipment,  for  further  shipment  by  boat,  and  additional 
money  for  return  freight  charges? 

Can  the  shippers  recover  the  amount  they  paid  for  storage 
and  return  charges,  as,  through  no  fault  of  theirs,  the  shipment 
did  not  reach  the  ultimate  destination  for  which  the  carrier 
contracted  to  carry  it?  Is  not  the  carrier  liable  for  the  action 
of  its  agent  in  accepting  the  shipment  after  close  of  navigation? 

Answer:  When  a  common  carrier  accepts  goods  for  trans- 
portation under  a  through  contract  of  affreightment,  he  becomes 
liable  for  the  damage  which  is  the  proximate  result  of  a  breach 
thereof,  unless  he  was  prevented  from  complying  with  his  con- 
tractual obligations  by  an  act  of  God,  the  public  enemy,  the 
fault  of  the  shipper  or  the  inherent  infirmities  in  the  goods. 

In  the  case  of  George  H.  Ulary  vs.  Pennsylvania  R.  R.  Co. 
et  al.,  58  I.  C.  C.  439,  the  Commission  held  that  where  shipments 
are  billed  through  from  point  of  origin  to  destination  and  car- 
riers have  contracted  to  make  delivery  specified  in  the  bill  of 
lading,  the  assessment  of  storage  and  demurrage  charges  at  a 
point  intermediate  to  the  delivery  point  is  unauthorized  and 
unlawful.  This  case  disposes  of  the  question  as  to  storage 
charges,  in  the  event  the  shipment  was  billed  through  to  point 
of  destination. 

As  to  the  return  charges,  while  we  know  of  no  case  cover- 
ing, it  is  our  opinion  that,  if  the  carrier  was  at  fault  In  accept- 
ing, for  through  transportation,  a  shipment  which  could  not  be 
transported  to  the  destination  specified,  the  carrier  is  liable 
for  charges  which  accrued  because  of  the  necessity  of  having  the 
shipment  returned  to  point  of  origin. 

Liability  of  Express  Company   After  Arrival   of  Goods  at 
Destination 

Pennsylvania. — Question:  A  shipment  by  freight,  contract 
is  subject  to  paragraph  1,  section  4,  printed  on  back  of  bill  of 
lading  permitting  placement  of  merchandise  in  warehouse  by 
carrier  if  property  is  not  removed  within  48  hours  after  notice 
of  arrival  has  been  sent. 

In  contracting  with  the  American  Railway  Express  Company 
we  do  not  find  this  waiver  included  on  their  uniform  express  re- 
ceipt. We  have  two  cases  involved;  one  where  our  property  was 
stolen  after  a  48-hour  limit,  another  where  property  was  .  de- 
troyed  by  fire. 

The  express  company  takes  the  stand  that  their  liability 
ceases  after  arrival  notice  has  been  out  48  hours.  Although 
they  admit  no  permission  was  given  them  to  divert  our  con- 
signments over  to  warehouses,  yet  they  contend  it  is  a  custom 


to  do  so  in  as  far  as  their  duty  as  a  carrier  is  concerned  without 
responsibility  to  any  damage  or  loss  that  might  occur  while  in 
warehouse  unless  negligence  on  part  of  carrier  is  proven. 

Please  advise  regarding  the  stand  the  American  Railway 
Express  Company  takes  and  if  it  is  your  opinion  that  they  are 
justified  in  so  doing. 

Answer:  The  general  rule  is  that  the  liability  of  an  express 
company  as  a  common  carrier  does  not  end  until  it  has  made  or 
tendered  a  personal  delivery  of  the  goods  to  the  consignee  or 
to  some  person  authorized  by  him  to  receive  them.  But  if,  by 
reason  of  inability  to  find  the  consignee,  or  the  consignee's  re- 
fusal to  receive  the  goods,  delivery  is  not  completed,  the  carrier 
is  liable  only  for  safekeeping  as  bailee  for  hire. 

Where,  by  usage,  custom,  or  special  contract,  the  general 
rule  requiring  delivery  at  place  of  business  or  at  the  residence 
of  the  consignee  is  dispensed  with,  the  consignee  is  in  all  cases 
entitled  to  notice  of  the  arrival  of  the  goods  and  a  reasonable 
time  thereafter  in  which  to  remove  them  before  the  carrier's 
liability  as  insurer  ceases  and  that  of  warehouseman  attaches. 
But,  when  the  goods  have  been  transported  safely  to  their  des- 
tination, and  the  consignee  has  been  notified  of  their  arrival  and 
a  reasonable  opportunity  has  been  allowed  him  to  remove  them, 
the  liability  of  the  express  company  thereafter  is  that  of  a 
warehouseman. 

Establishment  of  Through  Routes  and  Just  Rates 
Wisconsin. — Question:  A  certain  traffic  law  service  corpo- 
ration recently  advised  that  a  carrier  cannot  deny  the  benefit 
of  a  joint  rate  to  manufacturers  on  connecting  lines  in  order 
to  foster  industries  on  their  own  line.  Do  you  know  of  a  ruling 
of  this  kind  that  was  ever  issued,  and  will  you  please  cite  me 
to  the  case? 

Answer:  See  the  opinion  of  the  Interstate  Commerce  Com- 
mission in  Lumber  Rates  from  Texas,  Louisiana  and  Arkansas, 
28  I.  C.  C.  471,  on  page  474,  of  which  the  Commission  said: 

The  broad  fundamental  question  involved  in  this  case  is  whether 
the  Santa  Fe  should  be  permitted  to  retain  for  itself  the  lumber  market 
at  points  on  its  line  for  the  benefit  of  producing  points  on  its  line  to 
the  exclusion  of  all  others,  except  under  a  penalty  of  3%  cents  per  100 
pounds.  We  think  this  is  an  exercise  of  a  carrier's  rate-making 
power  far  too  arbitrary  and  too  selfish  to  be  permitted  under  the  act. 
As  a  matter  of  sound  policy  under  the  law,  a  carrier  is  not  justified  in 
attempting  to  restrict  its  traffic  to  the  movement  between  points  on 
its  own  line. 

See  also  Oklahoma  Portland  Cement  Co.  vs.  A.  L.  &  G.  Ry. 
Co.,  32  I.  C.  C.  221,  in  which  the  Commission  held  that  a  carrier 
may  not  by  rate  adjustments  reserve  the  territory  it  serves  for 
plants  located  on  its  own  lines. 

Freight  Charges — Liability  of  Consumer  for 

Louisiana. — Question:  On  page  794  of  the  October  15  issue, 
in  your  answer  to  "Missouri,"  you  have  a  case  which  in  some 
points  is  similar  to  one  that  I  would  ask  you  to  answer. 

Suppose  that  a  similar  shipment  on  an  order-notify  bill  of 
lading  is  forwarded  collect  and,  before  arrival,  the  named  con- 
signee secures  an  advance  short  term  loan  from  the  bank  holding 
the  invoice  and  bill  of  lading,  and  on  arrival  of  cars  (trainload 
involved  of  25  cars)  all  are  cleared  and  handled  properly,  except 
the  last  five  cars,  which  are  placed,  after  considerable  delay, 
account  of  inability  to  obtain  payment  of  freight  charges,  for 
at  the  time  of  delivery,  are  unclaimed  account  of  the  consignee 
being  in  parts  unknown.  The  carrier  procrastinated  in  a  de- 
gree, and  in  the  meantime  the  bank  interested  takes  possession 
of  the  contents  in  the  five  cars,  which  only  partially  satisfied 
the  short  term  notes.  Demurrage  and  freight  accrued  amounts 
to  over  $1,300. 

Has  the  carrier  legal  right  to  bring  action  against  the  ship- 
pers to  recover  either  or  both  of  these  charges?  As  stated,  the 
consignee  is  in  parts  unknown,  being  an  individual  free  lance 
handling  the  sale  on  commission  or  margin  that  he  might  obtain 
between  the  purchase  and  sale  price. 

Answer:  If  the  courts,  in  general,  were  to  follow  the  prin- 
ciple of  the  decision  in  Y.  &  M.  V.  R.  R.  vs.  Zemurray,  238  Fed. 
789,  a  carrier,  having  a  prior  lien  for  freight  charges,  by 
permitting  the  bank  to  take  possession  of  the  goods  in  payment 
of  the  unpaid  balance  owed  by  the  consignee  on  his  note,  as  in 
the  instant  case,  and  thereby  waiving  a  remedy  which  it  had, 
would  not  be  entitled  to  collect  its  freight  charges  from  the 
shipper. 

However,  the  above  referred  to  case  has  not  been  followed 
to  any  great  extent,  the  courts,  as  a  rule,  holding  that  the  con- 
signor, as  the  party  with  whom  the  contract  of  shipment  was 
entered  into,  is  liable  for  the  charges,  in  the  event  they  cannot 
be  collected  from  the  consignee. 

Reconsignment  vs.  Reshipment 

Illinois. — Question:  I  have  been  noting  with  deep  interest 
your  various  replies  to  inquiries  regarding  reconsignment  vs. 
reshipment,  and,  in  your  latest  publication,  namely,  that  of 
September  17,  page  564,  in  answer  to  "New  Jersey,"  you  have 
explained  all  points  in  question  except  one. 

You  state  that  the  taking  out  of  a  new  bill  of  lading  at  the 
first  billed  destination  and  the  payment  of  the  freight  charges 
thereto,  does  not,  in  and  of  itself,  determine  whether  a  shipment 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON. 
FT.  WORTH  AND  GALVBSTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four    Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Writ*  uf  for  full  particular*  and  requnt 
a  copy  of  our  shipping  initructioni. 


San  Francisco  Warehouse  Co.,  san6F2r5a™co,  California 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


PUBLIC  4  U.  S.  GOVERNMENT  BONDED  WAREHOUSES 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECO NSIGNING 

Forwarding  Department  for  handling  EXPORT  ts.  IMPORT  Shipment! 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID,  President 
South  P«t«r«,  Thalia,  South  Front  and  Erato  Stre«t» 


I.  YOU  NO.  President  and  Manager 


Savannah  Bonded  Warehouse  &  Transfer  Go, 


312-31 4-316  WILLIAMSON  STREET 


P.  0.  Box  985 


General       Storage  —  Re-Consigning  —  Distributing,       Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities— Custom  House 
Broker*— Track    Connection*    with    all     Railroads    and     Steamship 
Docks — Member*  American  Chain  of  Warehouses— Members  Amer- 
ican Warehousemen's  Association. 
Phone  No. 4883  SAVANNAH,    GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  and  Carload 
Distributor* 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Memberi  American  Wir*hou»emen'i  Association  and  American  Chain  el  Warebe«M« 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  L*M  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroad* 
Write  iu — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co., 
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has  been  reshipped  or  reconsigned.  From  this  it  could  be 
broadly  taken  that  it  is  not  entirely  necessary  to  pay  the  charges 
to  the  original  billed  destination  in  order  to  secure  the  benefit 
of  a  reshipment.  Could  you  subtsantiate  this,  with  the  citation 
of  a  case  that  governs  this  situation? 

Answer:  We  believe  you  are  giving  our  answer  to  "New 
Jersey,"  page  564,  Traffic  World,  September  17,  1921,  too  broad 
an  interpretation  with  respect  to  payment  of  freight  charges 
on  the  inbound  movement.  We  intended  to  convey  the  impres- 
sion that  it  was  necessary  to  consider  other  circumstances  in 
addition  to  the  taking  out  of  a  new  bill  of  lading  at  the  first 
billed  destination  and  the  payment  of  freight  charges  on  the 
inbound  movement. 

In  order  to  avoid  payment  of  the  reconsigning  charge  there 
must,  in  fact,  be  two  shipments  without  any  carrier  or  agent 
of  the  carrier  acting  for  the  shipper.  Reconsignment  case,  47 
I.  C.  C.  590,  633.  The  freight  charges  on  the  inbound  movement 
must,  therefore,  be  handled  separately  from  those  on  the  out- 
bound movement  and  should  not  be  allowed  to  follow  through 
to  the  second  destination. 

Liability    of    Rail    Carriers    for    Loss    Occurring    on    Connecting 
Water   Carriers 

New  York. — Question:  "A"  ships  from  New  York  City  to 
a  point  on  the  Pacific  coast  one  carload  of  fifteen  pianos  loaded 
in  car  over  platform  and  by  carrier's  employes,  routing  via  Port 
Richmond  clo  N.  A.  &  W.  S.  S.  Co.  The  originating  rail  carrier 
receipts  a  straight  domestic  through  bill  of  lading  for  the  des- 
tination out  west,  and  while  en  route  the  shipment  was  damaged 
to  a  great  extent,  due  to  the  bursting  of  a  water  pipe  on  steamer 
in  hold  No.  1,  where  pianos  were  stored. 

We  have  filed  claim  against  the  originating  carrier  for  the 
amount  involved,  but  have  received  a  reply  stating  that  claim 
cannot  be  entertained  in  view  of  the  limited  liability  of  the 
steamship  company,  who  disclaim  responsibility. 

Our  contention  is  that,  in  view  of  the  rail  carrier  signing 
a  through  bill  of  lading,  they  should  be  held  liable,  regardless 
of  what  the  steamship  company  bill  of  lading  states,  as  no  such 
document  was  signed  settling  the  question  of  who  should  bear 
the  burden  between  their  respective  selves. 

Any  specific  acts,  amendments  or  cases  already  decided  by 
the  courts  pertaining  to  this  question  you  can  cite,  and  any 
other  information  you  can  furnish  will  be  appreciated. 

Answer:  Paragraph  1  of  section  8  of  the  Uniform  Bill  of 
Lading  provides: 

Except  in  cases  of  diversion  from  rail  to  water  route,  which  is 
provided  for  in  section  2  hereof,  if  all  or  any  part  of  said  property  is 
carried  by  water  over  any  part  of  said  route,  such  water  carriage  shall 
be  performed  subject  to  the  liabilities,  limitations,  and  exemptions  pro- 
vided by  statute  and  to  the  conditions  contained  in  this  bill  of  lading 
not  inconsistent  with  such  statutes  or  this  section,  and  subject  also  to 
the  condition  that  no  carrier  or  party  in  possession  shall  be  liable  for 
any  loss  or  damage  resulting  from  the  perils  of  the  lakes,  sea  or  other 
waters;  or  from  explosion,  bursting  of  boilers,  breakage  of  shafts,  or 
any  latent  defect  in  hull,  machinery  or  appurtenances;  or  from  col- 
lision, stranding,  or  other  accidents  of  navigation,  or  from  prolonga- 
tion of  the  voyage.  And  any  vessel  carrying  any  or  .all  of  the  property 
herein  described  shall  have  the  liberty  to  call  at  intermediate  ports,  to 
tow  and  be  towed,  and  assist  vessels  in  distress,  and  to  deviate  for 
the  purpose  of  saving  life  or  property. 

Paragraph  11  of  section  20  of  the  interstate  commerce  act 
reads  in  part  as  follows: 

Provided,  That  if  the  loss,  damage  or  injury  occurs  while  the 
property  is  in  the  custody  of  the  carrier  by  water,  the  liability  of  such 
carrier  shall  be  determined  by  and  under  the  laws  and  regulations 
applicable  to  transportation  by  water,  and  the  liability  of  the  initial 
carrier  shall  be  the  same  as  that  of  such  carrier  by  water. 

The  effect  of  the  above  provisions  is  to  limit  the  liability 
of  the  initial  carrier  for  losses  occurring  on  connecting  water 
carriers  to  the  extent  that  the  liability  of  such  water  carriers 
is  limited  by  the  laws  and  regulations  applicable  to  transporta- 
tion by  water,  particularly  by  what  is  known  as  the  Harter  act. 

Liability  of  Carrier  for  Damage  to  Perishable  Goods 

Wisconsin. — Question:  A  shipment  of  fresh  beef  was  for- 
warded by  A  to  B,  by  express.  This  meat  was  delivered  to 
the  point  of  shipment  in  first-class  condition,  receipt  taken,  with- 
out exception,  and  same  forwarded  to  New  York  City. 

Upon  arrival  at  New  York  City,  same  was  delivered  and 
receipted  for  without  exception.  The  company  receiving  same 
claims  that  the  meat  was  forwarded  the  same  day  to  a  steamship 
company  for  export.  The  steamship  company  refused  to  accept 
same  on  account  of  the  damaged  condition  of  same;  they  ren- 
dered it  worthless. 

We  filed  claim  against  the  express  company  for  the  damage 
and  total  loss  of  the  meat,  which  they  declined  to  pay,  stating 
that  same  had  been  transported  with  reasonable  dispatch,  one 
Sunday  intervening,  and  that  same  was  receipted  for  without  ex- 
ception at  destination. 

The  company  receiving  same  claims  and  is  willing  to  file 
an  affidavit  to  the  effect  that  the  meat  was  received  in  damaged 
condition.  The  shipper  also  states,  and  has  furnished  an  affl- 
lavit  to  the  effect  that  the  meat  was  in  first-class  condition  when 
delivered  to  the  express  company.  Will  you  kindly  advise,  or 


state  some  specific  case  which  has  a  bearing  on  this  case;  also 
state  whether  we  have  any  recourse  from  the  express  company. 

Answer:  From  a  legal  standpoint,  claims  for  concealed  loss 
or  damage  are  as  valid  as  any  other  kind;  the  only  difference  is 
that,  in  case  of  concealed  loss  or  damage,  it  is  difficult  to  estab- 
lish the  proof  necessary  to  prosecute  the  claim. 

In  order  to  recover  for  a  concealed  loss  or  damage  the 
plaintiff  must  prove  that  the  loss  or  damage  occurred  while  the 
goods  were  in  the  possession  of  the  carrier. 

Furthermore,  common  carriers  are  not  insurers  against  in- 
juries resulting  from  the  inherent  nature  of  the  thing  carried, 
although  the  burden  is  upon  the  carrier  to  show  that  the  dam- 
age was  due  solely  to  inherent  defects  in  the  shipment. 

The  affidavits  of  the  shipper  and  consignor,  while  useful  in 
the  voluntary  settlement  of   claims,  would  have  no   probative 
force  or  effect  in  an  action  at  law,  the  testimony  of  competent 
witnesses  being  necessary  to  support  the  action. 
Passage  of  Title  as  Affected  toy  Term  F.  O.  B.  in  Contract  of' 

Sale 

Ohio. — Question:  .We  sell  plumber's  goods  f.  o.  b.  our  plant, 
the  freight  being  allowed  either  in  full  or  in  part,  and  our  agree- 
ments are  intended  that  this  is  done  for  the  purpose  of  relieving 
the  consignee  of  some  of  the  transportation  charge.  We  allow 
actual  rate  up  to  a  certain  amount,  beyond  which  the  receiver 
pays. 

What  we  want  to  know  is:  Does  this  material,  when  re- 
ceipted for  by  the  railroad,  become  the  property  of  the  consignee 
under  such  terms  of  sale.  If  not,  at  what  point  does  it  become 
the  property  of  the  consignee?  We  understand  that  the  goods 
delivered  to  the  railroad,  who  is  the  agent,  are  not  the  con- 
signee's property  when  delivered  to  the  railroad,  and  our  respon- 
sibility ceases. 

We  would  appreciate  your  advising  us  at  what  point  con- 
signee assumes  control  of  shipment. 

Answer:  Where  the  provision  is  f.  o.  b.  at  point  of  ship- 
ment, the  title  will  pass,  as  a  general  rule,  when  the  property 
is  placed  on  the  cars  for  shipment. 

If  the  place  of  shipment  is  the  place  where,  under  the  terms 
of  the  contract  of  sale,  delivery  is  to  be  made  to  the  buyer,  the 
fact  that  on  delivery  to  the  carrier  the  seller  pays  or  guarantees 
all  or  any  part  of  the  freight  will  not  prevent  the  delivery  from 
constituting  a  delivery  to  the  buyer.  The  prepayment  of  freight 
by  the  seller  is,  however,  evidence  to  show  that  the  seller  as- 
sumed the  duty  of  delivery  at  point  of  destination,  and  will 
prevent,  if  such  is  the  case,  the  delivery  to  the  carrier  from 
being  considered  a  delivery  to  the  buyer. 

Claims  for  Overcharge  Accruing    During    Federal   Control 

Ohio. — Question:  Kindly  advise  the  outcome  of  the  Com- 
mission's decision  on  Section  206-C  of  the  Transportation  Act 
of  1920,  which  forbids  the  filing  of  overcharge  claims  after  Sep- 
tember 1,  1921.  We  have  two  or  three  claims  filed  with  one 
of  the  railroads  at  the  present  time,  but  they  decline  to  take 
any  action  on  same  until  decision  is  rendered  by  the  Com- 
mission. 

Answer:  There  is  now  before  Congress  a  bill  which  has 
for  its  purpose  the  extension  for  one  year  of  the  time  limit 
within  which  claims  for  overcharges,  which  accrued  during  the 
period  of  Federal  control,  may  be  filed  with  the  Commission. 
This  bill  is  now  pending  before  the  House  Committee  on 
Interstate  and  Foreign  Commerce.  Unless  this  bill  is  enacted 
into  law  by  Congress,  such  claims  are  barred  from  considera- 
tion by  the  Commission. 

Through    Rate    Exceeding    Sum    of    Intermediates 

Vermont. — Question:  A  shipper  has  a  plant  on  a  short-line 
railroad  which  connects  with  a  trunk  line  about  ten  miles  from 
this  plant.  There  is  a  through  class  rate  published  in  Cottrell's 
Eastern  Cities  Carolina  Tariff  from  this  station  to  a  North 
Carolina  point.  There  is  also  a  commodity  rate  published  from 
the  trunk  line  junction  with  the  short-line  railroad  to  the  same 
place  The  through  class  rate  from  the  first  station  to  the 
North  Carolina  point  is  higher  than  a  combination  of  the  class 
rate  from  the  shipper's  plant  to  the  junction  mentioned  and 
the  commodity  rate  from  there  to  destination.  Must  the  ship- 
per pay  the  class  rate? 

Answer:    Conference  Ruling  No.  220    (g)   provides: 

The  Commission  has  repeatedly  announced  the  view  that  the  law 
does  not  permit  the  use  of  any  rate  or  fare  except  that  contained  in  a 
lawful  tariff  that  is  applicable  via  the  line,  route  and  gateway  over 
and  through  which  the  shipment  or  passenger  moves.  The  lawful 
rate  or  fare  for  through  movement  is  the  through  rate  or  fare, 
wherever  such  through  rate  or  fare  exists,  even  though  some  combi- 
nation makes  a  lower  rate  or  fare  and  even  though  the  practice  in  the 
past  has  been  to  give  to  some  the  benefit  of  such  lower  combination. 
The  Commission  long  since  extended  to  carriers,  in  a  general  order, 
permission  to  reduce,  on  one  day's  notice,  a  joint  commodity  or  class 
rate  or  fare  that  is  higher  than  the  sum  of  the  intermediate  rates 
between  the  same  points  to  make  It  equal  the  sum  of  such  Inter- 
mediates. If,  therefore,  carriers  have  maintained  through  rates  or 
fares  that  are  higher  than  the  sums  of  the  intermediates  between  the 
same  points,  it  is  because  of  their  desire  to  do  so,  and  not,  as  some 
agents  of  carriers  have  informed  shippers,  because  the  law  or  the 
Commission  forces  them  to  do  so. 

Under  the  conference  ruling  the  only  rate  which  can  be  used 
is  the  through  published  rate  applicable  via  the  route  over 
which  the  shipment  moves,  notwithstanding  the  fact  that  a 
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100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 

OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 

St.  Paul  8476  BALTIMORE  406  Water  Street 

SAN  FRANCISCO     60  California  Street 


Philadelphia 
13*  South  Third  St. 

Pittsburgh 
1537    Oliver    Building 


Savannah.    Ga.  New   Terk 

Savannah  Bank  and  Trent  Bide.  42   Broadway 

Log    Angeles.    Cat.  Mobile.  Ala. 

427    Van    Nuy.    Bide.  8.  W.  Cor.  St.  Francis  &  Water  Sim. 

Buffalo,  N.  T.,  Room   495,   Ellicott   Sq.  Bid*. 


Oakland.    Cat 

Parr  Terminal 

Portland.    Ore. 

704    Title    A    Trust    Bid*. 

Seattle,    Waah. 
110.1    L.    C.    Smith    Bld(. 


PORT 

ARTHUR 

ROUTE 


The  Kansas  City  Southern  Railway 

DAILY  PACKAGE  CARS  FROM  KANSAS  CITY,  MO. 


PORT 

ARTHUR 

ROUTE 


DESTINATION 

Pittsburg,  Kans. 
Joplin,  Mo.    .  .  . 

Fort  Smith,  Ark. 

Texarkana,  Tex. 
Texarkana,  Tex. 


Shreveport,  La.  . 
Beaumont,    Tex. 

Houston,  Tex.  .  . 
(HE&WT  Car) 


INCLUDING  FREIGHT  FOR 


Joplin  &  Pittsburg  Ry.  Points.  .  .  . 
Kansas,  Oklahoma  &  Gulf  Ry.  and 
Okmulgee  Northern  Ry.  Points.  .  . 
Ft.  Smith  &  Western  and  Midland 
Valley  Points 

Cotton  Belt  Through  Car  to  Cotton 
Belt  Points  and  connecting  line 

points  routed  via  Cotton  Belt 

HE&WT  (except  Houston,  Tex.), 
LR&N,  T&P  and  VS&P  Points.  .  . 
Gulf  Coast  Line,  GC&SF  and  South- 
ern Pacific  Points 

Points  beyond  Houston  on  connect- 
ing lines  routed  via  KCS 


TIME  DEPARTURE 


Train  No.  51  10:30  PM 
Train  No.  51  10:30  PM 

Train  No.  51  10:30  PM 
Train  No.  55     9:00  PM 

Train  No.  55     9:00  PM 
Train  No.  55     9:00  PM 

Train  No.  51   10:30  PM 

Manifest 

Special  6:00  PM 


TIME  ARRIVAL 
BREAK  BULK  POINTS 


6:50  AM  Next  Morning 
9:40  AM  Next  Morning 

2:40  AM  Second  Morning 
6:15  AM  Second  Morning 

6:15  AM  Second  Morning 
10:50  AM  Second  Morning 
8:45  AM  Third  Morning 
6:45  AM  Third  Morning 


Other  Package  Car  Schedules  will  appear  in  early  issues. 

Direct  Connections  at  Kansas  City  with  all  Lines  reaching  Kansas  City. 
We  operate  32  Switch  Engines  in  Kansas  City,  insuring  prompt  delivery  of  all  traffic  same  day  received. 

See  Traffic  World  October  29th  for  Map 

H.  A.  WEAVER,  G.  F.  A.  CUT    THIS     OUT  J.  F.  HOLDEN,  Vice-Pres. 

Kansas  City,  Mo.  for  ready  reference  in  routing  your  traffic  Kansas  City,  Mo. 
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through  rate  which  exceeds  the  aggregate  of  intermediate  rates 
is  unlawful. 

However,  the  Commission  has  repeatedly  held  that  a  through 

rate  in   excess   of  the   sum   of  intermediate   rates   between   the 

same  points  is  unreasonable  and  upon  complaint  has  awarded 

reparation  to  the  basis  of  the  combination  of  intermediate  rates. 

Tracer  Not  Notice   of  Claim 

Tennessee. — Question:  In  the  Questions  and  Answers  sec- 
tion of  October  22  issue  of  The  Traffic  World,  under  the  cap- 
tion, "Notice  of  Claim,"  having  reference  to  shipment  of  nine 
bales  of  white  linen  rags  from  New  York  to  Lee,  Mass.,  you 
give,  as  your  answer  to  "New  York,"  in  part,  as  follows: 

The  rule  regarding  notice  is  that  a  claim,  such  as  you  have,  must 
be  filed  with  the  carrier  within  six  months  after  a  reasonable  time  for 
delivery  has  elapsed.  If  two  months  and  eleven  days  was  a  reason- 
able time  for  the  movement  under  the  conditions  existing  at  the  time, 
your  claim  is  not  barred  under  Section  3  of  the  Bill  of  Lading,  etc. 

"New  York"  shows  that  shipment  was  made  December  15, 

1919,  and  that  on  January  31,  1920,  forty-seven  days  later,  tracer 
was   started   and   acknowledged   by  initial   carrier  February  2, 

1920,  under  file  E-27756. 

Regardless  of  what  is  considered  a  reasonable  time  for 
movement  in  this  instance,  shouldn't  the  starting  of  the  tracer 
be  considered  notice  of  the  claim  and  permit  claim  to  be  enter- 
tained under  section  3  of  the  bill  of  lading?  Also,  isn't  there 
a  ruling  to  the  effect  that  a  tracer  started  within  the  six  months' 
time  limit  constitutes  notice  of  a  claim? 

Answer:  We  know  of  no  decision  which  holds  that  the 
mere  request  on  the  part  of  the  shipper  that  the  carrier  trace 
a  shipment  constitutes  a  notice  of  claim.  In  fact,  the  decisions 
are  to  the  contrary. 

Consignor  Contracting  for  Consignee 

New  York. — Question:  Will  you  please  advise  if  it  is  le- 
gally incumbent  upon  the  shipper  to  protect  the  consignee  by 
declaring  the  actual  value  of  an  express  shipment,  even  though 
the  terms  are  f.  o  b.  point  of  origin,  and  instructions  to  declare 
the  full  value  are  not  specifically  shown  on  the  order? 

It  is  our  belief  that  to  limit  the  value  of  any  shipment  by 
express  requires  specific  instructions.  We  should  be  pleased 
to  have  you  advise  us  fully  and,  if  possible,  give  reference  to 
some  recent  court  decision. 

Answer:  Although  there  is  some  authority  to  the  contrary, 
according  to  the  weight  of  authority,  it  is  generally  assumed,  In 
the  absence  of  proof  to  the  contrary,  that  a  consignor  has  au- 
thority to  make  special  contracts  with  the  carrier  as  to  the 
terms  of  shipment,  and  the  consignee  will  be  bound  by  any 
reasonable  stipulation  limiting  the  carrier's  liability  on  the  con- 
tract made  by  the  consignor. 

Therefore,  while  we  know  of  no  decisions  which  pass  upon 
the  question,  we  are  of  the  opinion  that,  where  the  title  to  goods 
under  the  contract  of  sale  vests  in  the  buyer  upon  delivery  of 
the  goods  to  the  carrier,  the  shipper  or  seller,  who,  unless  so 
instructed,  releases  the  goods  to  less  than  their  full  value,  in 
order  to  secure  a  lower  transportation  rate  thereon,  could  be 
held  liable  for  the  difference  between  the  actual  value  of  the 
goods  and  the  value  to  which  they  were  released. 

"Inspection    Allowed" — Definition    of   Term 

Arkansas. — Question:  Please  advise  what  the  term  "exam- 
ination allowed"  inserted  in  a  shipper's  order  bill  of  lading  im- 
plies and,  if  the  term  can  be  modified  by  "door  inspection" 
allowed,  and  to  what  extent  shipment  may  be  handled  by  con- 
signee for  purpose  of  examination. 

Answer:  While  the  term  "inspection  allowed"  is  one  which 
seemingly  has  a  well-known  and  definite  meaning  in  trade  cir- 
cles, the  term  "examination  allowed,"  while  apparently  of  the 
same  meaning,  is  not  so  generally  used. 

The  word  "inspection"  means  a  careful  or  critical  inves- 
tigation. Horton  vs.  Ft.  Worth  Packing  Co.,  76  S.  W.  211.  The 
word  "examine"  means  to  inspect  or  survey  carefully. 

So,  where  the  bill  of  lading  bears  the  notation  "inspection 
allowed"  the  consignee  must  be  given  a  reasonable  opportunity 
to  fully  inspect  the  goods,  and  there  are  cases  which  hold  that, 
inasmuch  as  the  inspection  did  not  injure  the  goods,  no  action 
for  conversion  would  lie,  even  though  the  consignees  were  per- 
mitted to  enter  the  cars,  unload  the  goods  and,  after  inspection, 
replace  the  goods  in  the  car. 

If  there  is  an  established  custom  or  usage  which  is  denoted 
by  the  term  "door  inspection,"  the  use  of  that  term  in  a  contract 
of  sale,  or  the  placing  of  that  notation  on  a  bill  of  lading  would 
have  the  effect  of  modifying  the  term  "inspection  allowed"; 
otherwise  not. 

Claims  Arising  During  Period  of  Federal  Control 
Minnesota. — Question:  We  have  a  claim  for  reparation  on 
some  shipments  of  oil  moving  during  federal  control  which  we 
have  had  properly  recorded  with  the  Interstate  Commerce  Com- 
mission, and  having  presented  to  the  railroad  involved  they 
have  refused  to  adjust  informally. 

We  made  the  point  with  this  road  that  we  were  entitled 
to  have  this  claim  submitted  to  the  Railroad  Administration  for 
a  decision,  and  they  have  refused  to  do  so.  Are  we  not  entitled 


to  a  submission  to  the  Railroad  Administration,  or  do  we  have 
to  abide  by  the  decision  of  this  road,  who  are  really  not  a 
party  in  interest,  inasmuch  as  any  payment  would  come  out 
of  the  Railroad  Administration  treasury? 

Answer:  Whenever  a  carrier  fails  or  refuses  to  give  a 
claim  for  reparation  arising  out  of  federal  control  due  consid- 
eration, the  claimant  should  handle  with  the  Bureau  of  Informal 
Complaints  of  the  Interstate  Commerce  Commission,  giving  all 
the  facts  in  the  case  and  requesting  that  the  matter  be  referred 
to  the  U.  S.  Railroad  Administration,  or  he  may  handle  directly 
with  Cyrus  B.  Stafford,  chief  traffic  assistant,  U  S.  Railroad 
Administration.  In  the  event  that  a  satisfactory  adjustment 
is  not  secured  through  this  procedure,  the  claimant's  only  re- 
course is  to  file  a  formal  complaint  with  the  Interstate  Com- 
merce Commission. 

Freight — Liability  of  Consignor  for 

Indiana. — Question:  The  question  propounded  to  you  by 
"Illinois"  in  your  October  15  issue  of  The  Traffic  World,  and 
your  answer  thereto  interests  me  very  much,  particularly  be- 
cause I  have  had  many  bills  of  a  like  nature  presented.  In  nine 
cases  out  of  ten  I  have  refused  to  entertain  them,  and  have  so 
far  successfully  combated  all  efforts  of  the  carriers  to  collect 
them. 

I  have  been  taking  the  attitude  that  the  carriers  cannot 
expect  us  to  pay  them  for  their  negligence.  My  view  of  the 
matter  is  that  since  the  carriers  accepted  the  shipment,  freight 
charges  collect,  it  was  their  duty  to  collect  the  charges  before 
they  delivered  the  freight.  If  they  do  not  do  so  and  were  later 
unable  to  collect  them,  they  cannot  expect  us  to  "hold  the  bag" 
for  them  In  cases  where  they  have  been  insistent  in  their  de- 
mands I  have  simply  told  them  that  we  would  pay  only  when 
forced  to  do  so,  and  futher,  that  in  case  a  judgment  was  ren- 
dered against  us,  we  would  immediately  file  suit  for  damages  in 
the  amount  of  the  judgment,  alleging  their  negligence  as  the 
cause  of  it.  I  think  it  is  perfectly  proper  to  assume,  regardless 
of  the  fact  that  the  law  imposes  upon  the  carriers  the  duty  of 
collecting  the  lawful  charges  for  freight  transported,  that  they 
also  have  some  responsibilities  to  assume,  and  if  they  shirk 
their  responsibility,  thereby  damaging  us,  we  could  go  into  court 
with  them  with  a  good  chance  of  winning.  I  should  like  to 
have  you  express  your  views  of  the  matter. 

Answer:  The  question  of  which  party,  the  consignor  or 
consignee,  is  liable  for  the  payment  of  the  freight  charges  in 
a  certain  instance,  may  arise  either  through  the  failure  of  the 
carrier  to  collect  all  or  a  part  of  the  lawfully  established  rate,  at 
the  time  the  shipment  is  delivered. 

As  to  the  collection  of  an  undercharge,  the  general  rule  is 
that  the  undercharge  may  be  collected  from  the  consignor,  as 
the  party  with  whom  the  contract  of  shipment  was  made,  or  it 
may  be  collected  from  the  consignee,  as  the  receipt  of  the  goods 
by  the  consignee  and  part  payment  raises  an  implied  contracf 
to  pay  the  balance,  although  there  is  no  contractual  relation 
between  the  carrier  and  the  consignee  by  the  mere  designation 
of  the  latter  as  consignee  which  obligates  him  to  receive  the 
goods  or  to  pay  the  freight  charges. 

There  are,  however,  some  decisions  which  hold  that,  where 
the  carrier  has  elected  to  collect  a  part  of  the  freight  charges 
from  the  consignee,  and  could  have  collected  the  balance  from 
such  consignee,  he  cannot  change  his  base  and  proceed  against 
the  consignee,  who  was  only  technically  liable.  Likewise,  it  has 
been  held  that  the  consignee's  acceptance  and  removal  of  goods 
sold  f.  o.  b  its  station  with  knowledge  that  the  carrier  was 
giving  up  a  lien  thereon  for  freight  undercharges,  did  not  create 
an  obligation  on  its  part  to  pay  the  freight  charges,  at  the  re- 
quest and  for  the  convenience  of  the  consignor,  beyond  the 
amount  stated. 

With  respect  to  the  liability  of  the  consignor  for  the  full 
amount  of  the  freight  charges,  in  the  event  of  the  failure  of 
the  carrier  to  collect  same  from  the  consignee,  the  principle 
that  the  consignor,  as  the  party  with  whom  the  contract  of 
shipment  was  made,  is  primarily  liable  for  the  payment  of  the 
freighe  charges  is  the  basis  for  the  holding  of  the  courts,  in 
general,  that  recovery  may  be  had  against  the  consignor,  not- 
withstanding the  fact  that  the  carrier  has  waived  its  lien  on  the 
goods  by  delivering  them  to  the  consignee. 

The  acceptance  of  the  goods,  by  the  consignee,  knowing  that 
the  carrier  looks  to  him  for  payment  and  waives  its  lien  by 
delivery  of  the  goods,  is  likewise  the  basis  for  the  holding  of 
the  courts  that  the  consignee  is  liable  for  the  unpaid  freight 
charges. 

The  law  requires  that  the  carrier  collect  the  lawfully  estab- 
lished rates  without  deviation  therefrom,  and,  therefore,  not- 
withstanding the  decision  of  some  of  the  courts  that,  under 
certain  circumstances,  it  would  be  inequitable  to  collect  an  un- 
paid balance  of  the  freight  charges  from  the  consignor,  it  may, 
we  believe,  be  said  that,  as  a  rule,  all  or  any  part  of  the  freight 
charges  may  be  collected  from  either  the  consignor  or  the  con- 
signee, and,  therefore,  a  suit  for  damages,  such  as  you  suggest, 
would  not  lie. 

Shipment   Moving   Under  Clear  Seal   Record 

Ohio. — Question:  A  carload  of  a  certain  commodity  is 
shipped,  the  number  of  articles  being  checked  from  truck  to 
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official,  giving  rank 
as  the  case  maybe. 


NEW  CANADIAN  EXPORT  STAMP 

The  form  below  is  used  on   invoices  and  manifests  covering  export    shipments   to   Canada,   Contingent   with    new 
government  ruling  effective  after  January  1,  1922. 

A  Rubber  Stamp  of  the  form  will  save  much  labor  and  is  absolutely  correct  in  detailjfor  the  purpose. 
Order  Form  M  Export  Stamp  as  shown  below.  «••• 

FORM    M       -       COPY    AS    FOLLOWS 

(s)  Insert  the  worn  part-    I.  the  undersigned,  do  hereby  certify  as  follows:- 
ner.  manager,  chief       (I)  That  I  am  the  (a) 
clerk     or    principal    exporter  of  the  goods  in  the  within  invoice  mentioned  or  described, 

(2)  That  the  said  invoice  is  in  all  respects  correct  and  true; 

(3)  That  the  said  invoice  contains  a  true  and  full  statement  showing  the  price  actually  paid  or 
to  be  paid  for  the  said  goods,  the  actual  quantity  thereof,  and  all  charges  thereon; 

'4)  That  the  said  invoice  also  exhibits  the  fair  market  value  of  the  said  goods  at  the  time  and 
place  of  their  direct  exportation  to  Canada  and  as  when  sold  at  the  same  time  and  place  in  like 
quantity  and  condition  for  home  consumption,  in  the  principal  markets  of  the  country  whence 
exported  directly  to  Canada,  without  any  discount  or  deduction  for  cash,  or  on  account  of  any 
drawback  or  bounty,  or  on  account  of  any  royalty  actually  payable  thereon  or  payable  thereon 
when  sold  for  home  consumption  but  not  payable  when  exported,  or  on  account  of  the  exportation 
thereof  orfor  any  special  consideration  whatsoever,  and  that  such  fair  market  value  is  not  lower 
than  the  wholesale  price  of  the  said  goods  at  the  said  time  and  place:  and  that  in  the  case  of  new 
or  unused  goods,  such  fair  market  value  is  not  less  than  the  actual  cost  of  production  of  similar 
goods  at  said  time  and  place,  plus  a  reasonable  profit  thereon. 

(5)  That  no  different  invoice  of  the  goods  mentioned  in  said  invoice  has  been  or  will  be  furnished 
to  any  one;  and 

(6)  That  no  arrangement  or  understanding  affecting  the  purchase  price  of  the  said  goods  has 
been  or  will  be  made  or  entered  into  between  the  said  exporter  and  purchaser  or  by  any  one  on 
behalf  of  either  of  them,  either  by  way  of  discount,  rebate,  salary,  compensation,  or  in  any  manner 
whatsoever  other  than  as  shown  in  the  said  invoice. 

(A)  That  each  article  on  this  invoice  is  bona  fide  the  produce  or  manufacture  of  the  Country 
specified  on  the  invoice  as  its  Country  of  Origin. 

That  each  manufactured  article  on  the  invoice  in  its  present  form  ready  for  export  to  Canada 
has  been  finished  by  a  substantial  amount  of  labour  in  such  specified  Country  of  Origin  and  not 
less  than  one-fourth  the  cost  of  production  of  each  such  article  has  been  produced  through  the 
industry  of  the  said  Country, 
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PORTS  AND  FREE  ZONES 

The  most  important  problems  now  before  the  American  business  man 
are  the  extension  of  his  FOREIGN  TRADE,  the  proper  adjustment  of  the 
TARIFF,  and  the  injection  of  BUSINESS  EFFICIENCY  into  GOVERN- 
MENT. The  happy  medium  between  the  first  two  is  the  FREE  ZONE, 
and  the  proper  application  of  the  third  is  that  this  zone  be  located  where 
the  least  money  will  be  required  and  where  the  greatest  benefits  may  be 
obtained  from  the  money  invested. 

The  PORT  OF  TACOMA  calls  attention  to  a  site  adjacent  to  its 
terminal  properties  which  fully  meets  these  requirements.  ONE  THOU- 
SAND ACRES  of  tide  lands,  bounded  by  FOUR  TRANSCONTINENTAL 
RAILROADS  and  MODERN  TERMINALS,  served  by  the  cheapest 
POWER,  LIGHT  and  WATER  in  the  world,  situated  on  the  nation's 
finest  harbor,  and  this  harbor  a  portion  of  PUGET  SOUND,  the  true 
GATEWAY  TO  THE  ORIENT. 

PORT  OF  TACOMA 

National  Bank  of  Tacoma  Bldg. 
Tacoma,   Washington 
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car  by  serial  numbers  on  the  original  orders.  The  shipping 
clerk,  however,  when  issuing  bill  of  lading,  through  error,  over- 
looked one  order,  calling  for  ten  articles  (the  serial  numbers 
of  these  different  articles,  however,  having  been  checked  when 
transferring  the  articles  from  truck  to  car),  consequently  the 
bill  of  lading  calls  for  ten  less  articles  than  were  actually  loaded 
into  the  car.  The  proper  number  of  articles  was  invoiced  to 
the  consignee,  but  the  discrepancy  between  amount  shown  on 
invoices  and  the  number  shown  on  bill  of  lading  was  not  dis- 
covered until  some  time  after  car  had  been  unloaded.  However, 
consignee  received  five  more  articles  than  were  shown  on  bill 
of  lading,  but  this  left  a  shortage  of  five  from  the  number  In- 
voiced. We  are  of  the  opinion  this  supports  our  contention 
that  a  greater  number  of  articles  were  loaded  into  the  car  than 
was  shown  on  bill  of  lading,  but  the  railroad  company  will  not 
recognize  claim  in  view  of  the  fact  that  car  moved  under  clear 
seal  record,  and  seals  were  unbroken  on  unloading.  Will  ap- 
preciate a  response  advising  what  further  action  may  be  neces- 
sary on  our  part  to  convince  the  railroad  company  of  their  lia- 
bility 

Answer:  In  so  far  as  a  bill  of  lading  constitutes  a  receipt, 
that  is,  the  part  wherein  is  set  out  the  receipt  of  the  goods, 
the  quality,  quantity  and  condition,  it  may,  like  other  receipts, 
be  explained,  altered,  varied  or  contradicted  by  parol  evidence. 
St.  Louis,  etc.,  R.  R.  vs.  Citizens  Bank,  87  Ark.  26;  Sanford  vs. 
Seaboard,  etc.,  R  R.,  61  S.  E.  74;  Milne  vs.  Chicago,  etc.,  135 
S.  W.  85.  Consequently  you  are  not  bound  by  the  recital  in  the 
bill  of  lading  as  to  the  quantity  of  goods  covered  thereby. 
However,  in  an  action  for  loss  of  a  part  of  the  goods  you  must 
prove  conclusively  that  a  certain  quantity  of  goods  was  received 
by  the  carrier  for  transportation  and  that  the  same  quantity 
was  not  delivered  at  destination.  Upon  such  a  showing  the 
burden  then  rests  upon  the  carrier  of  proving  that  the  loss 
occurred  through  some  cause  for  which  it  is  not  liable  as  an 
insurer.  Galveston,  etc.,  R.  R.  vs.  Wallace,  223  U.  S.  481.  It 
has  been  held  that  this  rule  applies  notwithstanding  that  the 
car  moved  under  a  so-called  "clear  seal  record."  See  Baker  vs. 
H.  Dittlinger  Roller  Mills  Co.,  203  S.  W.  798. 
Demurrage — Carrier  Not  Liable  When  Accruing  Through  Ship- 
per's Error  in  Stating  Incorrect  Car  Number  in  Bill  of 

Lading 

Georgia. — Question:  Kindly  furnish  us  ruling  on  the  follow- 
ing matter: 

On  October  13,  1920,  "A"  shipped  from  Scott,  Ga.,  C.  B.  & 
Q.  car  98174,  to  "B"  at  Louisville,  Ga.,  taking  out  bill  of  lading 
which  read  C.  B.  &  Q.  91874  The  car  moved  to  destination 
and  was  refused,  due  to  the  fact  that  records  were  different 
from  the  car.  The  car  was  on  the  tracks  of  the  Louisville  & 
Wadley  R.  R.  for  some  time  and  a  large  amount  of  demurrage 
accrued.  "A"  contends  that,  due  to  the  fact  that  railroad  signed 
the  bill  of  lading  for  car  they  did  not  have,  that  they  ("A") 
are  not  responsible  for  demurrage  that  accrued. 

It  is  our  understanding  that  case  of  Woodland  Lumber 
Co.  vs.  Norfolk  Southern  R.  R ,  case  38  I.  C.  C.  709,  covers  this, 
but  we  have  no  copy  of  this  ruling,  so  are  unable  to  tell. 

Answer:  In  Woodland  Lumber  Co.  vs.  Norfolk  Southern 
R.  R.,  38  I.  C.  C.  709,  the  bill  of  lading,  which  was  prepared  by 
the  shipper,  showed  the  car  initials  and  number  as  P.  M.  52048, 
the  correct  number  being  52084.  Complainant  admitted  that  the 
error  was  the  consignor's,  but  insisted  that  the  agent  of  the 
initial  carrier  should  have  detected  and  corrected  it,  and  that 
defendants  should  be  held  responsible  for  the  damage  which 
complainant  sustained  as  a  result  of  the  agent's  delinquency. 
The  Commission,  at  page  710,  said:  "It  is  a  common  practice 
for  consignors  to  prepare  bills  of  lading,  and  we  will  not  require 
defendants  to  refund  the  additional  charges  resulting  from  the 
error  of  the  shipper  in  this  case.  Conference  Ruling  348."  It 
is  apparent  that  notice  of  arrival  was  given  in  compliance  with 
rule  4-a  of  J.  E.  Fairbanks'  Demurrage  Tariff  I.  C.  C.  8,  therefore 
the  sufficiency  of  the  notice  cannot  be  questioned. 

The  shipment  referred  to  by  you,  we  note,  is  an  intrastate 
shipment,  but  nevertheless  the  principle  laid  down  in  the  case 
referred  to  above  is  the  one  which  should  properly  control  the 
rights  of  the  parties. 

Filing  of  Overcharge  Claim  Does  not  Constitute  Notice  of  Claim 
for  Loss  or  Damage 

Illinois — Question:  We  operate  through  consolidated  cars 
daily  between  Chicago  and  New  York  City.  In  our  cars  we  load 
probably  100  individual  shipments.  When  billing  car  we  issue  one 
lading  with  this  company  shown  as  shippers  and  consigned  to  our 
New  York  office.  Although  the  rail  carriers  are  aware  of  the 
fact  that  many  individual  shipments  are  loaded  into  car,  we 
contend  that  car  of  merchandise  should  be  considered  by  rail 
carriers  as  a  carload  shipment  only. 

In  the  past  we  have  filed  several  claims  on  one  car,  the 
first  (an  overcharge  claim)  being  filed  within  the  six  months' 
period  and  amended  at  a  later  date  to  include  additional  dam- 
age, etc.  The  rail  carriers  have  decided  that  a  second  claim  on 
one  of  our  cars  which  is  presented  after  six  months  is  not  In 
order  for  payment.  Please  let  us  have  your  opinion  on  the 
matter. 


Answer:  While  v/e  are  unaware  of  any  decision  covering 
a  situation  similar  to  the  one  which  you  present,  we  are  of 
the  opinion  that  the  filing  of  an  overcharge  claim  within  the 
six  months'  period  is  not  sufficient  to  satisfy  the  requirement 
of  section  3,  paragraph  3,  of  the  bill  of  lading,  that  claims  for 
damage  or  injury  must  be  made  in  writing  within  six  months 
after  delivery  of  the  shipment. 


CENTRAL   VERMONT    LOAN 

Authority  has  been  granted  by  the  Commission  to  the  Cen- 
tral Vermont  Railway  Company  to  pledge  not  exceeding  $147,000 
of  refunding  mortgage  5  per  cent  gold  bonds  with  the  Secretary 
of  the  Treasury  as  part  collateral  security  for  a  loan  of  $128,000 
from  the  government  heretofore  approved  by  the  vjommission. 
In  another  order  the  Commission  authorized  the  same  carrier 
to  pledge  not  exceeding  $24,000  of  refunding  mortgage  5  per 
cent  gold  bonds  with  the  Secretary  of  the  Treasury  as  part  col- 
lateral security  for  the  same  loan  of  $128,000. 

C.  &   E.   I.  SECURITIES 

In  a  supplemental  order  the  Commission  has  authorized  the 
Chicago  &  Eastern  Illinois  Railway  Company  to  reduce  the 
amount  of  securities  to  be  issued  under  an  order  dated  Febru- 
ary 3,  1921,  from  $92,392,150  to  $92,086,300.  The  original  order 
was  entered  in  connection  with  the  reorganization  of  the  Chi- 
cago &  Eastern  Illinois.  The  company  in  asking  for  a  modified 
order  said  it  would  not  be  necessary  to  issue  the  full  amount 
of  prior  lien  bonds,  preferred  capital  stock  and  common  cap- 
ital stock  authorized  in  the  original  order. 


Digest  of  New  Complaints 

. . • 

No.  13120,    Sub.    No.    1.      American    Fruit    Growers,    Inc.,    New    York, 
N.  Y..  vs.   Pennsylvania. 

Unjust  and  unreasonable  cartage  charges  on  onions  from 
Kearney,  N.  J.,  to  New  York,  N.  Y.,  because  of  failure  to  ship  to 
billed  destination.  Asks  reparation. 

No.  13120,   Sub.    No.   2.     Charles   A.   Houckman,    New   York   City,    vs. 
same. 

Same  prayer  and  complaint  as  to  strawberries  from  Harrison 
to  Jersey  City,  N.  J. 

No.  13120,  Sub.   No.  3.     J.   &  G.   Lippmann,  Inc.,   New  York  City,   vs. 
same. 

Same  prayer  and  complaint  as  to  vegetables  stopped  at  Jersey 
City 
No.  13120,  Sub.  No.  4.     M.  H.  Hellman.  New  York  City,  vs.  same. 

Same   prayer  and   complaint  as  to   onions   stopped   at   Kearney, 
N.  J. 
No.  13120,  Sub.   No.  5.     I.  Loewenthal,  New  York  City,  vs.   same. 

Same   prayer  and   complaint  as   to   onions  stopped   at  Kearney, 

No.    13227.     The   New   Jersey   Zinc   Co.,    Palmerton,    Pa.,   vs.    Director 
General,  as  agent,  A.  T.   &  S.   F.   et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  prejudicial 
rates  on  zinc  ore  and  concentrates  from  points  in  New  Mexico  to 
Palmerton,  Pa.,  as  compared  with  the  rates  from  Montana,  Ne- 
vada. Utah  and  Colorado.  Asks  for  reparation  down  to  the  basis 
of  subsequently  established  rate. 

No.  13227,  Sub.  No.  1.     Same  vs.  Santa  Fe  et  al. 

Same  complaint  and  prayer  as  to  shipments  prior  to  federal 
control. 

No.  13228.     Davis  Grocery  Co.,  Montgomery,  Ala.,  vs.  Atlanta  &  West 
Point  et  al. 

Unjust  and  unreasonable  rate  on  sugar  from  Port  Wentwprth. 
Ga.,  to  Montgomery,  Ala.  Asks  for  reparation  down  to  basis  of 
subsequently  established  rate. 

No.   13229.     Spencer  Kellogg   &   Sons,   Inc.,   Buffalo,    N.   Y.,   vs.   D.   L. 
&  W  et  al. 

Unjust  and  unreasonable  rates  on  flaxseed  from  New  York 
harbor  points  to  Buffalo,  N.  Y.  Asks  for  just  and  reasonable 
rates  and  reparation. 

No.    13230.     American    Farm   Bureau    Federation   vs.    Alabama   Great 
Southern  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  preju- 
dicial minimum  weights  on  hogs  in  single-deck  cars  between  points 
in  the  United  States.  Asks  cease  and  desist  order,  minimum 
weight  of  15,000  pounds  during  summer  months  and  17.000  pounds 
during  balance  of  year  for  cars  36  feet  7  inches  in  length,  and 
corresponding  minimum  weights  for  larger  cars,  or  such  other 
weights  as  the  Commission  may  deem  just  and  reasonable. 

No.   13231.     The   National   Association   of  Sand   and  Gravel   Producers 
vs.  Pennsylvania  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  preferential  rates, 
as  well  as  in  violation  of  Section  15a,  as  they  curtail  traffic  and 
thus  diminish  revenue,  on  sand  and  gravel  between  points  in  the 
central  states.  Asks  just  and  reasonable  rates. 

No.   13232.     The  National   Association  of  Sand  and   Gravel  Producers 
vs.  Rutland  et  al. 

Same  complaint  and  prayer  as  set  forth  in  No.  13231  as  to  ship- 
ments of  sand  and  gravel  between  points  in  the  eastern  states. 

No.    13233.      Standard    Oil    Co.    of   Kentucky,    Louisville,    vs.    Alabama 
Great  Southern  et  al. 

Unjust  and  unreasonable  rates  on  gasoline  and  refined  oil  be- 
tween Shreveport  and  North  Ft.  Worth.  Ft.  Worth,  Burkburnett 
and  Wichita  Falls  and  points  in  Alabama.  Georgia  and  Kentucky. 
Asks  that  the  legally  applicable  rates  between  these  points  be 
determined. 

No.   13234.     S.   Zorn   &   Co.,   Louisville,  Ky.,   vs.   Director  General,   as 
agent. 

Unjust  and  unreasonable  rates  on  oats  from  Louisville,  Ky..  to 
New  Orleans.  Asks  for  reparation. 

No.  13235.     Portland  Traffic  and  Transportation  Assn.  et  al.,  Portland. 
Ore.,  vs.  Director  General.  C.  &  N.  W.  et  al. 

Unjust  and  unreasonable  charges  on  canned  corn  from  Portland, 
Mi'.,  to  Portland.  Ore.,  by  reason  of  heater  service  rules  applied. 
Ask  for  reparation. 
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Port  Service  and  the  Shipper 

The  service  a  port  can  offer  to  the  shipper  is  dependent  solely  upon  the  amount  of  tonnage 
routed  through  that  port  by  the  shippers  in  the  producing  territory  contiguous  to  it. 

For  forty  years  and  more,  the  people  of  the  middle  west  have  routed  a  sufficient  quantity 
of  freight  through  Galveston  to  justify  the  development  of  a  wonderful  harbor,  the  building  of  an 
unequaled  system  of  docks  and  terminals  and  the  establishment  of  a  large  number  of  steamship 
lines  serving  practically  every  country  in  the  world. 

The  Port  of  Galveston 

has  been  built  along  such  progressive  lines  that  its  facilities  are  capable  of  handling  a  considerable 
quantity  of  additional  cargo  at  a  material  saving  to  the  shippers  located  in  the  territory  contiguous 
to  the  port. 

By  using  this  port  you  can  save  time,  money  and  worry. 

We  believe  that  it  will  pay  you  to  "follow  the  line  of  least  resistance" — and  ship  through 
Galveston. 

For  rates,  data  or  other  information  write  or  wire 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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No.   13236.     Walrath   &   Sherwood   Lumber   Co.,    Omaha,   vs.   Director 
General,  as  agent. 

Unjust,  unreasonable,  discriminatory  and  prejudicial  rates  and 
charges  on  lumber  from  points  in  Washington,  Oregon,  Idaho, 
Montana,  British  Columbia,  Alabama,  Arkansas,  Louisiana  and 
Texas  to  various  interstate  destinations  by  reason  of  exaction  of 
$10  charge  per  car  per  day  for  reconsigning.  Asks  for  reparation. 

No.  13237.    Kansas  City  Hay  Dealers'  Assn.,  Kansas  City,  Mo.,  vs.  A. 
T.  &  S.  P.  et  al. 

Unjust,  unreasonable,  discriminatory,  preferential  and  preju- 
dicial charges  on  hay  and  straw  for  reconsignment,  subsequent  to 
inspection  at  an  established  hay  market.  Ask  for  reconsigning 
rules  which  will  allow  for  an  additional  reconsigning  privilege  on 
the  through  rate  at  a  reasonable  and  just  charge  and  for  can- 
cellation of  the  rules  in  all  cases  where  it  is  provided  that  any 
reconsigning  charges  will  be  assessed  in  addition  to  the  freight 
rate  to  and  from  reconsigning  point. 

No.  13238.     Citizens  Gas  Co.,  Indianapolis,  Ind.,  vs.  C.  C.  C.  &  St.   L. 
et  al. 

Unjust  and  unreasonable  rate  on  coke  from  Indianapolis  to 
Omaha,  Nebr.  Asks  rate  of  $3.50  per  ton  and  reparation  to  that 
basis. 

No.  13239.     Swift  &  Co.,  Chicago,  vs.  Director  General,  as  agent. 

Unjust  and  unreasonable  charges  for  ice  and  salt  used  in  con- 
nection with  shipments  of  butter,  eggs  and  poultry  between  var- 
ious interstate  destinations.  Asks  reparation. 

No.  13240.     Maine  Power  Sales  Co.,   Rumford,  Me.,  vs.   Maine  Central 
et  al. 

Unjust  and  unreasonable  rate  on  quartz  rock  from  Danville 
Junction,  Me.,  to  Rumford,  Me.  Asks  reparation. 


No.  13241.    T.  J.  Murray,  Spokane,  Wash.,  vs.  Great  Northern  et  al. 

Unjust  and  unreasonable  rates  on   ore   from   Okanogan,   Wash., 
to  Bradley,  Idaho.     Asks  just  and  reasonable  rates  and  reparation. 
No.  13242.     D.   Kellerman,   Pittsburgh,   Pa.,   vs.    Director   General,    as 
agent. 

Unjust  and  unreasonable  rates  on  grapes  from  Holtville,  Calif., 
to  Pittsburgh,  Pa.,  and  diverted  to  Buffalo  by  express.  Asks 
reparation. 

No.  13243.      Wabash    Portland   Cement    Co.,    Detroit,    Mich.,    vs.    Ann 
Arbor  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  prej- 
udical  rates  on  soft  coal  from  points  in  West  Virginia,  Kentucky, 
Ohio  and  Pennsylvania  to  Stroh,  Ind.  Asks  just  and  reasonable 
rates  and  reparation. 

No.  13244.    William  E.  Dee  Clay  Manufacturing  Co.  et  al.,  Mecca,  Ind., 
vs.  B.  &  O.  et  al. 

Unjust,  unreasonable,  unduly  discriminatory  rates  on  flue  lin- 
ings from  Mecca  and  Newport,  Ind.,  to  various  interstate  destina- 
tions. Asks  cease  and  desist  order,  just,  reasonable,  non-discrim- 
inatory minimum  weights  and  reparation. 

No.  13245.     J.  L.  Schultz  &  Co.  et  al.,  Skaneateles,  N.  T.,  vs.  Lehigh 
Valley  et  al. 

Unjust  and   unreasonable  rates   on   anthracite   coal   from   points 
of  origin  in  Pennsylvania  to  Skaneateles.     Asks  reparation. 
No.  13246.     Wenatchee   Valley   Fruit   Exchange   vs.    Northern    Pacific 
et  al. 

Unjust  and  unreasonable  rates  on  fruit  from  points  in  the 
Wenatchee  Valley  and  Yakima  Valley  districts  to  interstate  des- 
tinations. Asks  just  and  reasonable  rates. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (*)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

November  14 — Argument  at  Washington,  D.  C.: 

Finance   Docket  1237 — Cleveland  passenger  terminal  case. 
November  14 — Wheeling,  W.  Va. — Examiner  Fuller: 

13040 — Hazel  Atlas.  Glass  Co.  vs.   Director  General  and  P.  R.  R. 
November  14 — Pittsburgh,  Pa. — Examiner  Shanafelt: 

13065— Pittsburgh  Steel  Co.  vs.  Director  General.  P.  R.  R.  et  ai: 

13005 — Weirton  Steel  Co.   vs.  Monongahela  Ry.  et  al. 
November  14. — St.  Louis,  Mo. — Examiner  McQuillan: 

12963 — Neidringhaus  Metal  Ware  Corp.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
Portions  of  fourth  section  app.  701  of  Agents  Leland  and  Tucker. 

I.  and  S.  1432 — Stoppage  of  goods  in  transit. 
November  14 — New  York,  N.  Y. — Examiner  Flynn: 

12973 — Chevrolet  Motor  Co.  of  New  York  vs.  Birector  General,  G.  T. 

W.  et  al. 
November  14 — Pueblo,  Colo. — Examiner  H.  J.  Wagner: 

12985 — Norman  H.  Schlieper  vs.  Southern  Pacific  et  al. 

I.  and  S.  1412 — Non-application  of  Group  J  rates  from  and  to  D.  A 

R.  G.  W.  stations  south  and  east  of  Grand  Junction,  Colo. 
November  14 — San  Francisco,  Calif. — Examiner  Seal: 

I.  and  S.   1393 — Cotton  and  cotton  linters  to  Pacific   coast  ports  for 
export. 

November  15 — New  York,  N.  Y. — Examiner  Flynn: 

12987 — Barnes  Foundry  Co.  vs.  C.  R.  R.  of  N.  J 

12942 — The  Diamond  Match  Co.   vs.  Director  General. 
November  15 — St.  Louis,  Mo.— Examiner  McQuillan: 

12989 — Barnett-Fisher  Coal  &  Mining  Co.  vs.  Marion  &  Eastern  et  al. 
November  15 — Butte,  Mont. — Examiner  Pattison: 

13069 — Montana  Express  case. 
November  15 — Chicago,  111. — Examiner  Disque: 

Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 

November  16 — Washington,  D.  C. — Examiner  McGrath: 
13006— East  Coast  Potato  Distributors  vs.  N.  Y.  P.  &  N.  et  al. 

November  16 — Atlanta,  Ga.— Examiner  Woodrow: 

12786 — Southern  Fisheries  Assn.  vs.  Am.  Ry.   Exp.  Co.   et  al. 
12784 — Southeastern  Express  Co.  vs.  Am.  Ry.  Exp.  Co. 

November  16 — St.  Louis,  Mo. — Examiner  McQuillan: 
13071 — In  the  matter  of  intrastate  rates  of  the  Terminal  R.  R.  Assn. 

of  St.  Louis  and  other  carriers  within  the  state  of  Illinois. 
13216-^East    St.    Louis    Stone    Co.    vs.    Terminal    R.    R.    Assn.    of    St. 
Louis  et  al. 

November  16 — Parkersburg,  W.  Va. — Examiner  Fuller: 

13064 — H.  M.  Spence  vs.  Director  General,  B.  &  O.  et  al. 
November  16— Cleveland.  O.— Examiner  Shanafelt: 

13086— The  Standard  Oil  Co.  vs.  Director  General  and  A.  C.  &  Y. 
November  16— New  York,  N.  Y.— Examiner  Flynn: 

S018— The  Borden  Sales  Co.,  Inc.,  vs.  Director  General. 
13012 — American   Trading  Co.   vs.   Director  General. 
13012  (Sub.  No.  1>—  The  Hatters  Fur  Cutters  Assn.  of  the  U.  S.  A. 

et  al.  vs.  Director  General. 

13012  (Sub.  No.  2)— General  Hide  &  Skin  Corp.  vs.  Director  General. 
13012  (Sub  No.  3) — Surpass  Leather  Co.  vs.  Director  General. 
November  16 — Argument  at  Washington,  D.  C. : 
I   and  S  1365 — Routing  on  coal  from   W.   Md.   Ry.   mines  to  eastern 

destinations. 
I  and  S  1357 — Application  of  rate  and  minimum  weight  on  live  stock 

in  mixed  carloads. 

12022 — New  England  Paper  and  Pulp  Traffic  Assn.  vs.  Hoosac  Tun- 
nel &  Wilmington  R.  R.  et  al. 
November  17— Chicago,  111.— Examiner  Hosmer: 

*  I.    and    S.    1437— Sand   and   gravel    from   Wolcottville,    Ind.,    to    Chi- 
cago, 111. 

November  17 — Washington,  D.  C. — Examiner  J.  E.  Smith: 

I.  and  S.  1435 — Lumber  from  Morehead,  Ky.,  to  eastern  points. 
November  17 — Argument  at  Washington,  D.  C. : 

11757— C.  St.  P.  M.  &  O.  Ry.  Co.  et  al.  vs.  Great  Lakes  Transit  Corp. 

8418 — Railroad  Commission  of  Louisiana  vs.   Aransas   Terminal   Ry. 

et  al.  and  affiliated  cases  in  so  far  as  they  concern  reasonableness, 

relationship  and  propriety  of  differential  rates  to  and  from  points 

on  the  Stamford  &  Northwestern  branch  of  Wichita  Valley  R.  R. 

11764 — In  the  matter  of  Intrastate  rates  within  the  state  of  Texas, 


in  so  far  as  it  concerns  reasonableness,  relationship  and  propriety 
of  the  rates  between  El  Paso  and  Ft.  Bliss  and  Material  Yard,  Tex. 
November  17 — New  York,   N.   Y. — Examiner  Flynn: 

13010 — New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
November  17 — Toledo,  O. — Examiner  Shanafelt: 

12971 — The  Rocbond  Co.  vs.  Director  General,  L.   &  N.   et  al.     Por- 
tions of  fourth   section   apps.   1952  of  L.   &   N.   and   2060  of  J.   F. 
Tucker,  agent. 
November  17 — Chicago,  111. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
November  18 — Lexington,  Ky. — Examiner  Fuller: 

13196 — Lexington  Granite  Co.,  Inc.,  vs.  Director  General. 
November  18 — Washington,  D.  C. — Examiner  McGrath: 

13092 — Sloss-Sheffleld  Steel   &   Iron   Co.   vs.   Director  General. 
November  18 — Detroit,  Mich. — Examiner  Shanafelt: 

13088 — White  Star  Refining  Co.   vs.   Director  General. 

13047— The' City  of  Detroit  vs.  C.  &  O.  et  al. 
November  18 — Boise,   Ida.— Examiner  Pattison: 

13066— In  the  matter  of  intrastate  rates  of  the  Amer.   Ry.   Exp.  Co. 

between  points  in  the  state  of  Idaho. 
November  18 — Chicago,  111. — Examiner  Hosmer: 

12956 — Carnation   Milk  Products  Co.   vs.   Director  General,   C.   M.   & 
St.  P. 

12957 — Carnaton  Milk  Products  Co.   vs.   Director  General  and  N.   P. 

12958 — Carnation  Milk  Products  Co.  vs.   Director  General  and  G.  N. 
November  18 — New  York,  N.  Y. — Examiner  Flynn: 

13039— Hidalgo  Steel  Co.,  Inc.,  vs.  P.  R.  R. 
November  18 — Argument  at  Washington,  D.  C.: 

I  and  S  1344 — Estimated  weights  on  berries  in  pony  refrigerators. 
November  19 — Washington,   D.  C. — Examiner  McGrath: 

13109 — Star  Timber  Co.  vs.   C.   &  N.  W. 
November  19 — Anniston,  Ala. — Examiner  Woodrow: 

13101 — Southern  Manganese  Corp.  vs.  Director  General. 
November  19 — New  York,  N.  Y. — Examiner  Flynn: 

13036 — Cayuga  Operting  Co.,  Inc.,  vs.  Director  General. 
November  19 — Argument  at  Washington,  D.  C. : 

11460 — Minnesota    By-Products    Coke    Co.    vs.    Director    General,    C. 
B.    &   Q.    et   al. 

12171 — Public  Service  Commission  of  Nevada  vs.  A.  T.  &  S.  F.  et  al. 

11426—111.  Cent.  R.  R.  Co.  et  al.  vs.  N.  O.  G.  N.  et  al. 
November  19 — Omaha,   Neb. — Examiner  Disque: 

Portions  of  Fourth  Section  Apps.  8835  of  R.  H.  Countiss. 

November  21 — Washington,   D.   C. — Examiner  McGrath: 
12497 — United  States  of  America  vs.  Director  General.  B.  &  O.  et  al. 
12497  (Sub  No.  1)— United  States  of  America  vs.  Wharton  &  North- 
ern, Director  General  et  al. 

November  21 — Battle  Creek,  Mich. — Examiner  Shanafelt: 
13015— Kellogg  Toasted  Corn  Flake  Co.  vs.  A.  T.  &  S.  F.  et  al. 

November  21 — Birmingham,  Ala. — Examiner  Woodrow: 
12974 — Continental  Gin  Co.  vs.  Director  General. 
13076 — Lummus  Cotton  Gin  Co.  vs.  Director  General. 
13097 — Standard  Portland  Cement  Co.  vs.  Director  General. 

November  21 — Salt  Lake  City,  Utah — Examiner  Pattison: 
13070 — In   the   matter  of   intrastate   rates  of  the  Am.   Ry.   Exp.   Co. 

between  points   in   the   state   of   Utah. 
13194 — Compani  de  Real  Del  Monte  Y  Pachuca  vs.  Director  General. 

November  21 — Louisville,   Ky. — Examiner  Fuller: 

12713— The  Singer  Mfg.  Co.  vs.  111.  Cent,  et  al. 

12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  et  al. 

12715 — The   Singer  Mfg.   Co.  et  al.   vs.  Director  General,   C.  &  E.  I. 
et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L.  et  al. 

12887 — National  Veneer  &  Panel  Manufacturers'  Assn.  et  al.  vs.  Ab- 
erdeen &  Rockfish  et  al. 
November  21 — Kansas  City,  Mo. — Examiner  McQuillan: 

I.  and  S.  1415 — Grain  from  Iowa,  Minnesota  and  Missouri  to  Texar- 

kana,  Ark. -Tex. 
November  21 — Boston,   Mass. — Examiner  MattingJy: 

12990 — Boston  Woven  Hose  &  Rubber  Co.  vs.  Director  General,  N.  Y. 
N.  H.  &  H.  et  al. 
323 — American  Woolen  Co.  vs.  Director  General  and  Boston  &  Me. 

13027 — American  Woolen  Co.  vs.  Director  General,  B.  &  Me.  et  al. 
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1922  EDITION 
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COMPLETELY  REVISED  AND  ENLARGED  including  additional  sections  on  Routing,  Express  and  Governmental  Regulation  of  Common  Carriers. 


1     TRAFFIC   GLOSSARY  of  over  1,000  Traffic 
*  Terms,  Phrases  and  Abbreviations. 

O  THE  FUNDAMENTAL  PRINCIPLES  OF 
"•  Freight  Rates,  Rate  Territories,  Rate  Bases, 
Freight  Classification,  Freight  Tariffs,  Freight 
Claims,  Diversion  and  Reconsignment,  Routing, 
Lighterage,  Switching,  Demurrage,  Weights  and 
Weighing,  Export  and  Import  Traffic,  etc. 


UNDER  ONE  COVER- 


O  ACTS  OF  CONGRESS  and  Interstate  Com- 
**•  merce  Commission's  Conference  Rulings  and 
Tariff  Rules. 

A     AN    APPENDIX    including   Reproductions   of 
*•  Standard  Traffic  Forms,  List  of  Tariff  Publish- 
ing Agents  and  Miscellaneous  Tables. 
WITH    A    COMPLETE    CROSS-REFERENCE 
INDEX. 


Size  8x11  inches;  500  pages, 
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Price  $6.00,  postpaid,  including  SERVICE  in  the  form  of  supplying  supple- 


GARTNER'S  COMMENTARIES 

ON  THE 

INTERSTATE  COMMERCE  ACT 

By  KARL  KNOX  GARTNER 

Formerly  Attorney  and  Examiner,  Interstate  Commerce  Commission 


A  BOOK  YOU  HAVE  BEEN  WANTING 

Invaluable  to  those  Interested  in  Legislation  Affecting  Our  Great 
System  of  Transportation  Lines 


The  Transportation  Act,  1920,  greatly  changed  and  ex- 
tended the  jurisdiction  and  powers  of  the  Interstate  Com- 
merce Commission.  A  mere  reading  of  the  Transportation 
Act  alone  will  not  disclose  what  changes  have  been  made. 
In  Gartner's  Commentaries  the  changes  are  shown,  section 
by  section.  The  author  has  pointed  out  the  probable  effect 
of  the  changes  and  made  recommendations  as  to  further 
amendments  that  should  be  made. 

Size  6x9  inches;  173  pages;  Bound  in 


The  Act  to  Regulate  Commerce  (the  old  Act)  and  the 
Interstate  Commerce  Act  (the  new  Act),  in  parallel  columns, 
section  by  section,  are  published  as  an  Appendix  to  the  book. 
The  text,  with  such  an  appendix,  both  completely  indexed, 
present  a  reference  book  that  should  be  of  daily  use  to  you. 

Mr.   Gartner's  long  and  intimate  contact — as  a  lawyer  of 
the  Commission — with  the  administering  of  the  old  Act  to 
Regulate  Commerce,  exceptionally  qualifies  him  as  an  author- 
ity on  legislation  affecting  the  railroads. 
Law  Buckram.     Price  $3.00,  postpaid. 


Order  today.  Money  refunded  if  the  books  are  not  entirely  satisfactory  and  returned  to  us  in  good  condition  within  five  days. 

THE  TRAFFIC  PUBLISHING  COMPANY      -      150  Lafayette  Street,  New  York  City 


1024 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  20 


November  21 — Chicago,  111. — Examiner  Hosmer: 
12955— Huffman  Bros.  Motor  Co.  vs.  N.  Y.  C. 
12597 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Ann  Arbor, 

et  al. 
12624 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Abilene  & 

Southern  et  al.     Such  fourth  section  departures  as  may  exist. 
November  21 — New  York,  N.  Y. — Examiner  Flynn: 

13058— Crucible  Steel  Co.  of  America  vs.  Director  General  and  P.  R.  R. 
November  21 — Argument   at  Washington,   D.   C. : 
11512 — Brundred  Bros.  vs.  Prairie  Pipe  Line  Co.  et  al. 
11631 — Merchants'    Exchange   of   St.    Louis,    Mo.,    vs.    Director   Gen- 
eral,  B.   &  O.   et  al. 
11871 — Lake   Charles   Rice   Milling   Co.   of   La.    et  al.   vs.   La.   West. 

et  al.     Portions  of  fourth   section  ap.   1618. 
12557 — Northern  West  Virginia  Coal  Operators'  Assn.  vs.  P.  &  L.  E. 

et  al. 

11658— Ezra  W.  Cooke  vs.  C.  B.  &  Q. 
November  21 — Denver,   Colo. — Examiner  Disque: 
Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 
November  22 — Bristol.  Tenn. — Examiner  Clarke: 

*  Finance  docket  1633 — In  re  application  of  Bristol  Telephone  Co.  et  al. 
November  22 — Washington,   D.  C. — Examiner  Gerry: 

13050 — The  Buckeye  Pipe  Line  Co.  vs.  B.  &  O.  et  al. 
November  22 — Kalamazoo,  Mich. — Examiner  Shanafelt: 
13100 — R.   R.   Brenner  vs.   Director  General,   Chicago,   Kalamazoo   & 
Saginaw  Ry.  et  al. 

November  22 — Kansas  City,  Mo. — Examiner  McQuillan: 

I.  and  S.  1419 — Agricultural  implements  from  Missouri  River  points 

to  destinations  in  Kans.  and  Mo. 
November  22 — New  York,  N.  Y. — Examiner  Flynn: 

I.  and  S.   1430 — Constructive  mileage  for  bridge  over  Hudson  River 

at  Poughkeepsie,  N.  Y. 
November  22 — Chicago,  111. — Examiner  Hosmer: 

13003 — The  Loewenthal  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al. 
November  22 — Argument  at  Washington,  D.  C. : 
11881 — Krauss    Bros.    Lbr.    Co.    vs.    Director   General,    Ala.    &    Miss. 

et  al. 
11881  (Sub.  No.  1)— Krauss  Bros.  Lbr.  Co.  vs.  Director  General,  A.  T. 

&  N.  et  al. 
11570— Chevrolet  Motor  Co.  of  California  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
11528 — Abrasive  Co.   vs.   Director  General,   Grand  Trunk   of   Canada 

et  al. 

11235— D.  Nagase  &  Co.,  Ltd..  vs.  Director  General,  N.  Y.  C.  et  at 
9294 — Portland    Traffic    and    Transp.    Assn.    vs.    S'ou.    Pac.    and    Di- 
rector General. 

9434 — Portland  Traffic  and  Transp.  Assn.  vs.   Sou.   Pac.  et  al. 
9472 — Medford   Commercial   Club   vs.    Sou.    Pac.    and   Director   Gen- 
eral. 

12830 — Klamath  County  Chamber  of  Commerce  vs.   Sou.   Pac. 
November  23— Kansas  City,  Mo.— Examiner  McQuillan: 

I.    and    S.    1422 — Absorption   switching   charges   of   the   Kansas   City 
Street  Ry. 


November  23 — Chicago.  111. — Examiner  Hosmer: 
13059 — American  Radiator  Co.  vs.  Director  General. 
13041 — Armour  &  Co.  vs.  Director  General. 

November  23 — Indianapolis,  Ind. — Public  Service  Commission: 

Finance  docket  145.7 — In  re  application  of  C.  C.  C.  &  St.  L.  Ry.  Co. 
for  authority  and  for  a  certificate  of  public  convenience  and  neces- 
sity respecting  certain  of  its  lines  in  Indiana. 

November  23 — Meridian,  Miss. — Examiner  Woodrow: 
13037— Webb  Sumner  Oil  Mill  vs.  Director  General.  C.  R.  I.  &  P.  et  al. 

November  23 — New  York,  N.  Y. — Examiner  Flynn: 

13031 — Antoine  Chiris  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
13103 — Mitsui  &  Co.,  Ltd.,  vs.  Director  General,  Sou.  Pac.  et  al. 

November  23 — Albany,  N.  Y. — Examiner  Mattingly: 

13024 — Henry  W.  Somers  vs.  N.  Y.  O.  &  W.  et  al. 
November  23 — Argument  at  Washington,  D.  C. : 

11656 — United  Paperboard  Co.,  Inc.,  vs.  Sou.  Ry.  and  Director  Gen- 
eral. 
11851 — United  Paperboard  Co.,   Inc.,   vs.   C.    &   A.,   Director  General 

et  al. 

11865 — United  Paperboard  Co.,  Inc.,  vs.  T.  St.  L.  &  W.  et  al. 
11879 — United  Paperboard  Co.,  Inc.,  vs.   L.  E.   &  W.,  Director  Gen- 
eral et  al. 

November  23 — Helena,  Mont. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
November  25 — Jackson,   Miss. — Examiner  Woodrow: 

13193 — Ingram  Day  Lumber  Co.  vs.  G.  &  S.  I.  R.  R.  et  al. 
November  25— New  York,  N.  Y. — Examiner  Flynn: 

13030 — Charles  P.  Gledhill  Co.  vs.  Director  General  and  P.  R.  R. 

1304S — International  Steel  Corp.  vs.  P.  R.  R. 

13052 — Garner  Shipping  Co.,  Ltd.,  et  al.  vs.  P.  R.  R. 
November  25 — Cape  Girardeau,  Mo. — Examiner  Fuller: 

12952 — Cape  Girardeau  Chamber  of  Commerce  vs.  C.  &  E.  I.  et  al. 

13170 — Dempsey  Grocer  Co.  vs.  A.  T.  &  S.  F.  et  al. 

13042 — Meyer-Albert  Grocer  Co.  vs.  Ches.   S'.S.  Co.  et  al. 

13043 — Meyer- Albert  Grocer  Co.  vs.  N.  Y.  C.  et  al. 

13044 — Meyer-Albert  Grocer  Co.  vs.  G.  T.  W.  Ry.  et  al. 

12991 — Dempsey  Grocer  Co.  vs.  C.  &  E.  I.  et  al. 
November  25 — Milwaukee,  Wis. — Examiner  Shanafelt: 

13019— Central  Wisconsin  Supply  Co.  vs.  C.  M.  &  St.  P.  et  al. 

13087 — C.  A.  Libbey  Co.  vs.  Director  General,  Hocking  Valley  et  al. 
November  25 — Kansas  City,  Mo. — Examiner  McQuillan: 

13060 — Ignatius  L.  Lutz  vs.  C.  R.  I.  &  P. 

13096 — King-Ryder  Lumber  Co.  vs.  Director  General. 
November  25 — Reno,  Nev. — Examiner  Pattison: 

13067 — In  the  matter  of  intrastate  rates  of  the  Am.  Ry.  Exp.  Co. 
between  points  in  the  state  of  Nevada. 

13176— Public  Service  Commission  of  Nevada  vs.  Am.  Ry.  Exp.  Co. 
November  25 — Chicago,   111. — Examiner  Hosmer: 

13054 — Hyman-Michaels  Co.  et  al.  vs.  Director  General. 

13079 — H.  J.  Keith  Co.  and  John  Layton  Co.,  Inc.,  vs.  Director  Gen- 
eral. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

TRANSCONTINENTAL  FOURTH  SECTION  APPLICATIONS— Applications  lor  relief  from  provisions  of  Fourth  Section  of  Interstate 
Commerce  Act  In  connection  with  rates  on  various  commodities,  carloads,  from  Eastern  defined  territories  to  Pacific  Coast  termi- 
nals, beginning  Chicago.  November  ISth,  before   Examiner  Disque.     Hearings  will  also   be    held  at  Denver.  Helena    (Mont.),  Salt 
Lake  City.  Boise,  Spokane,  Portland  (Ore.),  San  Francisco,  Reno,  Phoenix,  Atlanta.  New  Orleans  and  New  York. 


Orderi  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth  Building,  New  York  City. 

The  charge,   as  fixed  by  the  Commission,   ia   12%   cent*  per  page  for 
each  copy  furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

Specialist  *  COonnllot 

Bate  Analyils — Claims 

Transportation  (71  SPITZER  BLDQ. 

Trackage  Arrangement*— Demnrrags      TOLEDO.  OHIO 

General  Matt»ri  Belatlng  to  BUU, 
lateritate  and  Fortign  Commerce 


OEORQI  H.  BBOWH      QKOEQB  L.  BOYL1 

BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

8p*clal  attention  to  Freight  Rate  Adjuitmeati 

aid  Practice  before  the  InteritaU 

Commerce  Comminion. 

Boom  (06  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 

GEO.    T.    BELL 

COMMERCE  COUNSEL 
1919-1921,   Executive  VIce-Presldent,   North- 
ern West  Virginia  CoaJ  Operators'   Associa- 
tion;   1914-1919,    Attorney-Examiner,    Inter- 
State      Commerce      Commission;      1909-1919, 
Commerce    Counsel    for   various    commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUN8EY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  fcamlnsr.  Interstate 
Commerce  CommlHlon,  and  prior  thereto  ingMed  la  tk* 
practice  of  law  at  Loulmllle.  Kj.) 

Special  attention  to  matter*  before  the  Interstate 
Commerce  Commiaiion.  Income  Tax  Halt,  Federal 
Trade  CommiHloa.  United  State*  8hlppi»i  Board. 
Federal  Court*. 

701-706  WOODWARD  BLDQ.,  WASHINGTON 


JAMES  BORLAND 

Consulting  Traffic  Manager 

All  Traffic  and  Transportation  Matters 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  Express  Claims  for  Shippers 

1659  Foulkrod  Street,    PHILADELPHIA,  PA. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central    Trust    Building, 

St.  Loult.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  and 
railroad  and  rate  litigation  and  claim*. 


November  19,  1921 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO   BUILDING 
Telephone,   Main 


CHICAGO 
418-43*  S.  MARKET  STREET 
Telephone,  Harrison 


Premier  Fleet 


100%  American 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Kate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476     BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
1S(   South  Third   Bt. 

Pittsburgh 

1(37     Oliver     Uuildiie 
Ssvannah,    G« 


New    York 
42   Broadway 

Mobile.  Ala. 

8.  W.  Cor.  St.  Frauds  £  Water  Sts, 
Oakland.    Cat 


Savannah  Bank  and  Trust  Bide.  Parr   Terminal 

Los    Aneeles.    Cal.  Portland.    Ore. 

427    Va»    Nuys    Bide.  704   Title   *   Trust 

1103    L.    C.   Smith   Bide..   Seattle.   Wash. 
Room  495,  Ellicott  Sq.  Bide..   Buffalo.   N.   T. 


Bide. 
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PAGE  &  JONES 


MOBI 


Sfales 


Rand  McSuily  &  Co. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gull  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service— 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  Manacer 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 

GEO.  C.  McLAUGHLIN,  Manager 
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What 

Pierce- Arrows  cost 

Do  you  think  that  Pierce -Arrows  are 
high-priced?  Do  you  think  that  they 
cost  more  than  other  trucks? 

You'll  be  amazed  to  know  they  cost  no 
more  than  any  good  truck*  With  stand- 
ard equipment  added  to  the  chassis  price, 
they  often  cost  less* 


With  the  finest  tool  equipment  and  a  model 
t'actory  for  rapid  production,  no  well-made 
truck  could  be  laid  down  for  less.  Com- 
pare our  prices  with  any  well-made  truck. 


icrce 


Ar 


row 


CHASSIS  PRICES 

2  -ton  $3200 

3i-ton    4350 

5  -ton    4850 

All  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR     CAR     COMPANY,    BUFFALO,   N.    Y. 


1028 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  21 


LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Central  Bldg. 
Los  Angeles 


Lafayette  Bldg.         Oliver  Building 
Philadelphia  Pittsburgh 

Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent 
Mobile,  Ala.  New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


Through  Shipments 

on 
Machinerv  and  Machines 


HICAGO 

LEVELANDj 

INCINNATI 


NEW  YORK 

Philadelphia  and  Boston 


and  any  other  5th  Class  Commodity 

That  is  the  big  new  feature  afforded  shippers  of  machinery,  machines  and  any  other  Fifth  Class 
Commodity  by  our  Consolidated  Carload  Shipping  Service,  the  service  with  a  reputation  for  right 
handling,  correct  loading,  prompt  delivery,  and  big  money  saving  on  freight  bills. 

Think  of  the  difference  this  makes  to  you — this  latest  feature  of  the  service  which  is  different,  and 
here  are  two  more  points — 5  days'  Free  Time  on  Export  Shipments  and  48  hours'  free  time  on 
Domestic  Shipments. 

Don't  Hesitate — Investigate  This  S  Days'  Through  Service. 

TRANS-CONTINENTAL  FREIGHT  COMPANY 


CHICAGO,  203  Dearborn  St. 
BOSTON,  Old  South  Bldg. 
CLEVELAND,  Hippodrome  Bldg. 


NEW  YORK,  Woolworth  Bldg. 
PHILADELPHIA,  Drexel  Bldg. 
CINCINNATI,  Union  Trust  Bldg. 


And  Five  Other  Office* 
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THE  PROGRAM  OF  THE  CARRIERS 

The  carriers  have  announced  their  program  for  rate 
reductions.  It  is  published  in  full  elsewhere.  Briefly 
stated,  it  provides  for  a  reduction  -of  ten  percent  on_a_ 
long  list  of  what  are  called  agricultural  commodities,  for 
a  period  of  six  months,  the  permanency  of  the  reduction. 
presumably,  to  HpppnH  nn  the  success  of  the  rnilrnarlg  in 
hrinjnng  ghnnt  fnrfhi-r  \\ii^e  reductions.  The  ten  per- 
cent reduction  will  absorb  reductions  already  made  on 
the  commodities  involved,  including  the  reductions 
ordered  or  suggested  by  the  Commission  in  the  western 
live  stock  case  and  the  western  grain  case.  The  an- 
nouncement of  the  carriers  does  not  answer  many  ques- 
tions that  might  be  asked,  but,  presumably,  where  these 
reductions  already  made  or  ordered  are  greater  than  ten 
percent  they  will  be  modified. 

We  are  greatly  disappointed  in  the  program.     Wg. 
had  hoped  that  the  carriers  would  refuse  to 


modities  involved.     Others  will  feel  aggrieved  and  dis- 
criminated against. 

The  plan  is  palpably  the  result  of  political  consider- 
ations. It  is  without  doubt  meant  to  conciliate  the  agri- 
cultural bloc  in  the  Senate,  the  fear  of  the  railroads  be- 
ing that  harmful  legislation  will  result  unless  a  sop  is 
thrown  to  those  proposing  it. 

There  are,  undoubtedly,  things  that  might  be  said 
in  favor  of  the  plan,  though  the  carriers  have  not  yet 
said  them.  One  of  the  things  that  might  be  said  is  that 
it  shows  a  disposition  on  the  part  of  the  carriers  to 
make  some  reductions  in  response  to  the  popular  de- 
mand. Another  is  that  it,  perhaps,  places  the  reduc- 
tions in  such  manner  as  that  they  will  be  best  reflected 
in  a  lowering  of  the  cost  of  living.  Another  is  that  the 
proposal  centers  the  reduction  on  a  few  commodities 
where  it  will  have  some  appreciable  effect,  instead  of 
spreading  it  over  all  commodities  where  it  would  hardly 
be  felt  at  all.  There  is  also  something  to  be  said  in  de- 
fense of  the  carriers  on  the  ground  of  expediency.  They 
have  a  serious  condition  confronting  them  in  the  Senate, 
and  it  is  not  unreasonable  to  concede  that  they  must  be 
allowed  some  discretion  in  dealing  with  it. 

But  when  all  is  said  and  done,  it  seems  to  us  that  they 
have,  for  the  sake  of  attempting-  to  conciliate  the_agri-^ 

cultural   bloc  ;md  thngp  KphinH  that  hlnr) 


further  rate  reductions,  and  even  refuse  to  make  the  re- 
ductions suggested  by  the  Commission  in  the  western 
grain  case,  on  the  ground  that  they  could  not  do  so  until 
they  were  enabled  to  bring  about  reductions  in 
wages  ;  or,  if  they  believed  it  to  be  good  policy  to  make 
rate  reductions  before  accomplishing  wage  reductions, 
that  they  would  at  least  apply  the  reduction  to  all  com- 
modities, for  the  reason  that  the  Ex  Parte  74  increases 
were  made  on  all  commodities  in  order  to  give  the  car- 
riers the  revenue  that  the  law  required. 

Considered  from  the  point  of  view  of  its  effect  on 
the  revenue  of  the  carriers  the  plan  amounts  to  little. 
The  carriers  estimate  the  reduction  at  about  $55,000,000 
a  year.  This  sum,  compared  with  the  decreases  proposed 
in  the  western  live  stock  case  and  the  western  grain 
case  and  other  scattering  reductions  that  have  been  made 
and  that  will  be  absorbed,  amounts  to  practically  noth- 
ing. The  one  about  offsets  the  other.  The  plan  will 
please  no  shipper  except  those  interested  in  the  com- 


body else  who  is  interested  in  the  maftqr  of  getting 
lower  rates._and  launched  a  scheme  that  may  very  well 
prove  to  be  a  boomerang.  This  is  a  rate-making  by  poli- 
tics. and  nothing  el^e.  Even  if  it  be  admitted  that  the 
immediate  result  is  good  —  which  we  do  not  believe  —  is 
it  not  more  than  likely  that  the  precedent  thus  set 
will  prove  a  plague  to  those  now  fathering  it?  With 
rates  being  made  by  the  carriers  and  being  permitted 
by  the  Commission  to  be  made  to  please  this  or  that 
group  in  Congress,  we  shall  soon  have  no  system  that 
may  be  depended  on  and  no  assurance  that  the  next  time 
such  a  thing  is  done  it  will  not  be  for  a  far  worse  reason. 
The  Commission,  of  course,  is  not  and  cannot  be 
officially  committed  to  this  plan  until  it  has  to  consider 
it  formally,  and,  doubtless,  objectors  will  have  an  op- 
portunity to  be  heard.  But,  nevertheless,  it  is  well 
known  that  the  Commission  has  given  its  informal  sanc- 
tion or  sympathy  to  the  plan  and  the  carriers  have  pro- 
ceeded after  full  consultation  and  an  understanding  with 
it.  The  carriers  are  not,  perhaps,  to  be  blamed  —  except 
for  their  lack  of  foresight  and  their  inability  to 
guage  public  sentiment  —  when  they  do  a  thing  of  this 
sort.  In  other  words,  they  can  be  condemned  only  for 
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GULF,  MOBILE  t  NORTHERN 
RAILROAD 

AND    CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss..  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I,  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p. 
12:30  a. 
12:47  p. 

3:25  p. 

4:20  p. 

4:10  a. 

5:40  a. 

2:30  a. 

5:30  p. 


Miles 

m.  0  Lv. 

m.  83  Lv. 

m.  next  day  247  Ar. 
m.  next  day  261  Ar. 
m.  next  day  298  Ar. 
m.  2nd  day  410  Ar. 
m.  2nd  day  448  Ar. 
m.  2nd  day  356  Ar. 
m.  2nd  day  529  Ar. 


Jackson,  Tenn.       Ar.     8:00  a.  m.  2nd  day 
New  Albany.  Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,     Miss.       Lv.  11:55  a.  m. 
Meridian,   Miss.      Lv.     7:35  a.  m. 
Laurel,    Miss.         Lv.     8:45  a.  m. 
Mobile,     Ala.         Lv.  10:00  p.  m. 
New  Orleans,  La.  Lv.     9:40  p.  m. 
Vicksburg,   Miss.   Lv.     5:00  a.  m. 
Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel.  Meridian  and  Newton  to  New  Albany,  next  day,  froiyi 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  import,  export  and  inter- 
coastal  traffic  through  the  ports  of  Gulfport,  Mobile  and  New  Orleans. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis,  Ind.  R.  B.  RINKAID,  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

C.   I.   4   W.   R.   R.   Building,   Indianapolis,   lad.  201    Mercantile    Building,   Cincinnati,    Ohio.  1210    Barclay   Bide.,    New   York 

330  Kei«eh  Bnildiar,  Spring-field,   111.                                       337  Marquette  Bide.,  Chicago  728   Hoaadaock  Hide.,   San  Francisco,  Calif. 

894    Arcade   Building,    St.    Louis.   Ho.                                     312   Park   BIdg.,   Pittsburgh,   Pa.  509  Wesley-Roberts  Bide.,  Los  Angeles,  Calif. 

107  Railway  Exchaage,  Kaaias  City.  Ho.                                41  Porter  Bide..  Hemphis,  Teaa.  514  Colmaa  Bide..  Seattle,  Wash. 
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lack  of  intelligence.  But  when  the  Commission  becomes 
a  party  to  it  there  is  something  that  resembles  a  breach 
of  trust.  The  Commission  is  not  in  office  to  conciliate 
the  farmers,  or  to  improve  the  live  stock  business,  or 
to  please  this,  that,  or  the  other  set  of  legislators  who 
think  they  must  get  something  for  their  constituents. 
It  is  there  to  see  that  the  burden  of  paying  rates  that 
will  enable  the  carriers  to  earn  proper  revenue  is  dis- 
tributed justly. 

In  short,  we  think  the  carriers  have  taken  the  wrong 
course  in  deciding  to  make  a  general  rate  reduction  be- 
fore being  able  to  make  wage  reductions ;  having  decided 
to  make  rate  reductions,  we  think  they  have  chosen  the 
wrong  way  to  do  it ;  and  we  think  the  Commission  is 
assisting  in  an  improper  adjustment,  its  motives  being 
more  or  less  influenced  by  political  considerations. 


POLITICAL  RATE  MAKING 

We  deplore  the  growing  tendency  on  the  part  of  the 
administration  in  Washington  to  interfere  in  matters 
with  which  it  should  have  no  concern.  We  do  not 
say  that  the  interest  being  taken  by  President  Harding 
and  certain  members  of  his  administration  in  the  level 
of  freight  rates  arises  from  bad  motives.  Indeed,  we 
think  the  contrary  is  true.  We  believe  that  President 
Harding  feels  it  a  duty  to  do  what  he  can  to  bring  the 
country  back  to  what  he  calls  "normalcy,"  and  that  he 
believes  the  high  freight  rates  are  a  bar  to  that  return. 
What  he  said  in  his  address  to  Congress  to  the  effect 
that  rates  were  too  high  and  must  reduced,  and  what 
he  has  done  since  to  induce  such  reductions  in  rates,  has 
doubtless  been  honestly  done  in  an  intent  to  serve  his 
country.  But  his  faults  in  this  respect  have  been  two. 
In  the  first  place  he  didn't  know  what  he  was  talking 
about  when  he  discussed  freight  rates  and  started  the 
public  clamor  that  the  high  freight  rates  were  throttling 
business ;  and,  in  the  second  place,  even  if  he  were  bet- 
ter informed  and  were  right,  it  is  not  proper  for  the 
chief  executive  to  attempt  to  influence  the  action  of  a 
body  like  the  Interstate  Commerce  Commission  whose 
title  to  honor  among  government  agencies  has  rested, 
not  only  in  the  ability  of  some  of  the  men  who  were 
members  of  it,  but  on  the  knowledge  that  it  was  above 
suspicion  of  being  influenced  by  anything  other  than 
what  it  found  to  be  the  fact  and  the  law. 

We  all  remember  the  shock  that  was  experienced 
several  years  ago  when  President  Wilson  ventured 
mildly  to  suggest,  when  the  five  percent  case  was  under 
consideration,  that  it  would  be  well  for  the  carriers  to 
have  some  increase  in  revenue.  There  was  nothing  done 
by  him,  so  far  as  ever  was  charged,  further  than  that 
one  expression.  Yet  the  shock  was  felt.  "Here  is  the 
President  of  the  United  States,"  it  was  said,  "attempting 
to  influence  the  judgment  of  the  Interstate  Commerce 
Commission  which  is  sitting  as  a  court  to  decide  the 
question  on  its  merits."  And  yet  President  Harding  dis- 
cusses the  level  of  freight  rates  not  only  with  Congress 
but  with  members  of  his  Cabinet  and  with  the  Commis- 
sion itself,  freely  expressing  his  opinions  as  to  what 
ought  to  be  done.  He  even  announces  from  the  White 
House  the  results  of  his  efforts  in  bringing  about  rate  re- 
ductions and  tells  his  callers  to  look  out  for  more.  And 


the  public,  apparently,  thinks  little  of  it  except  perhaps, 
to  rejoice  that  we  have  a  president  who  is  interesting 
himself  to  bring  down  the  cost  of  living. 

But  it  is  a  menace  that  such  a  condition  exists.  It 
is  not  especially  important  that  the  President  does  not 
always  observe  the  dictates  of  propriety  and  good  form 
in  dealing  with  matters  of  public  importance.  If  it 
were  only  a  question  of  his  "butting  in,"  so  to  speak, 
there  would  be  little  cause  for  complaint.  Indeed,  we 
might  well  be  pleased  that  red  tape  and  formality  were 
not  deterring  the  man  we  had  chosen  to  lead  the  nation 
from  doing  something  that  a  lot  of  incompetent  or  slow- 
moving  office  holders  were  neglecting  to  do.  But  the 
case  is  more  serious  than  that.  The  Commission  sits  for 
the  purpose  of  hearing  evidence  in  rate  matters  and  de- 
ciding them  according  to  the  evidence.  It  is,  in  that  re- 
spect, no  different  from  a  court.  When  the  President 
lets  it  be  known  how  he  thinks  a  certain  case  ought  to 
be  decided  and  even  actively  uses  his  influence  to  have 
it  decided  that  way,  we  have  political  rate-making  and 
political  regulation  of  our  common  carriers.  One  presi- 
dent might  use  his  influence  for  good,  and  some  may  say 
that  President  Harding  is  doing  so.  But  even  those 
who  see  immediate  benefit  in  what  he  is  doing  ought  to 
be  able  to  see  that  the  precedent  is  dangerous  and  that 
it  is  more  important  than  a  present  reduction  in  certain 
freight  rates  that  we  maintain  the  integrity  of  our  Com- 
mission, so  long  as  that  is  the  body  that  is  to  regulate 
the  carriers. 

Of  course,  we  do  not  mean  to  convey  the  impres- 
sion that  the  President  is  shaking  his  fist  in  the  faces 
of  the  commissioners  and  telling  them  what  they  must 
do,  or  that  he  is  dangling  the  plum  of  reappointment 
before  their  eyes.  There  is  no  evidence  of  that  and  he 
is  not  that  sort  of  president  anyhow.  But,  though  it  can 
only  be  proved  by  evidence  that  is  largely  circumstantial, 
there  is  little  doubt  but  that  he  is  using  his  influence. 
A  part  of  that  circumstantial  evidence  is  the  very 
announcements  that  have  been  made  from  the  White 
House  of  rate  reduction  for  which  credit  was  claimed 
for  him ;  another  part  is  that  certain  of  the  Commission's 
decisions  lately  are  exactly  in  line  with  the  doctrines 
enunciated  by  President  Harding  and  Secretary  Hoover 
and  that  there  would  appear  to  be  no  other  satisfac- 
tory explanation  of  them.  The  only  circumstances  incon- 
sistent with  the  theory  that  the  President  and  Secretary 
Hoover  are  steering  the  Commission's  boat  as  well  as 
that  of  the  Labor  Board  is  that  the  Labor  Board  in  its 
recent  settlement  of  the  threatened  strike,  rather  "spilled 
the  beans."  One  wonders  whether  the  wires  got 
crossed,  or  whether  it  was  simply  a  case  of  Commis- 
sioner Potter  expressing  what  was  in  his  mind  regard- 
less of  the  wishes  of  the  President  and  his  being  the 
only  member  of  the  Commission  who  thought  it  neces- 
sary that  there  should  be  wage  reductions  as  a  neces- 
sary concomitant  of  rate  reductions. 

Closely  related  to  this  problem  of  an  incipient  plan 
for  a  politically-controlled  Commission,  is  the  problem 
of  the  personnel  of  the  Commission.  It  is  related  be- 
cause the  weaker  the  men  who  compose  the  Commis- 
sion, either  in  knowledge  or  character,  the  easier  it  will 
be  to  control  them.  And  we  have  a  weakening  Commis- 
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sion  in  both  respects.  Of  course,  there  never  has  been 
the  attention  paid  to  the  kind  of  appointments  made  to 
the  Commission  that  should  be  paid.  This  is  true  of  all 
appointive  offices  under  our  system  of  government. 
Appointments  are  distributed  as  rewards  for  political  serv- 
ices, or  at  least  they  must  have  the  endorsement  of  per- 
sons who  can  claim  rew.ards  for  such  services.  Usually 
there  is  some  excuse  for  hope  that  the  appointee  may 
have  some  qualification  for  the  position,  though  he  is 
hardly  ever  the  man  that  would  be  selected  if  merit  were 
the  only  guide.  Sometimes  there  is  not  even  that  excuse. 
With  a  lot  of  old  hands,  a  sprinkling  of  that  kind  of 
men  can  be  absorbed  without  entirely  clogging  the 
machinery  until  the  new  members  become  educated. 
But  in  the  Commission  as  at  present  constituted  we 
have  a  very  serious  condition.  By  the  first  of  January 
next,  President  Harding,  since  he  came  into  office  last 
March,  will  have  appointed  seven  of  the  eleven  members 
of  the  Commission.  Five  appointments  have  already 
been  made  by  him  and  the  terms  of  two  more  members 
expire  the  last  of  December.  When  these  two  members 
are  through  there  will  be  only  four  men  on  the  Com- 
mission whose  service  has  extended  for  as  long  as  one 
term.  President  Harding's  appointments  thus  far  indi- 
cate that  he  does  not  attach  any  special  importance  to 
the  place.  He  makes  appointments  there  just  as  he 
makes  them  elsewhere.  His  method,  of  course,  is  no 
different  from  that  of  other  presidents,  but  it  becomes 
more  important  in  his  case  because  he  has  had  and  will 
have  so  many  places  on  the  Commission  to  fill. 

He  can  make  it  or  spoil  it.  He  has  hurt  it  consid- 
erably already.  The  damage  will  be  checked  if  he  can 
be  induced  to  make  two  good  appointments  the  first  of 
the  year. 

If  not  the  law  itself,  at  least  the  public  view  ought 
to  make  clear  to  the  chief  executive  that  the  Interstate 
Commerce  Commission  is  one  body  the  integrity  of 
which  should  be  guarded  by  the  appointment  of  men, 
not  only  of  strong  character,  but  with  the  kind  of  experi- 
ence that  would  fit  them  for  the  technical  parts  of  the 
task  with  which  they  are  charged.  It  is  not  to  the 
point  that  some  of  the  most  valuable  men  we  have  had 
on  the  Commission  were  appointed  for  reasons  entirely 
apart  from  their  fitness  and  that  they  were  entirely  with- 
out knowledge  of  and  experience  in  the  business 
they  would  have  to  consider.  When  things  like  that 
happen  we  thank  the  gods  for  a  stroke  of  luck,  but  we  do 
not  do  it  again  unless  we  wish,  to  gamble. 


INTERLOCKING  DIRECTORATES 

The  Traffic  World  Washington  Bureau 

Hearing  will  be  had  by  the  Commission  November  30  as  to 
the  construction  to  be  placed  on  the  clause  in  paragraph  12  of 
section  20-a  authorizing  the  Commission  to  issue  permits  for 
disregarding  the  prohibition  against  interlocking  directorates, 
reading  "that  neither  public  nor  private  interests  will  be  ad- 
versely affected  thereby."  The  proceeding  is  to  be  known  as 
Finance  Docket  No.  1592,  to  which  the  Commission  has  given 
the  caption,  "In  the  matter  of  authorizations  under  paragraph 
(12)  of  section  20-a  of  the  Interstate  Commerce  act,  as  amended, 
to  hold  the  position  of  officer  or  director  of  more  than  one 
carrier." 

The  reason  assigned  for  the  creation  of  the  docket  and  the 
hearing  to  be  held  thereon  is  "that  question  having  arisen  re- 
garding the  construction  of  the  concluding  clause  of  the  afore- 
said provision  reading  'that  neither  public  nor  private  interests 
will  adversely  be  affected  thereby.' " 

Notice  of  the  hearing  was  served  on  the  public  generally  by 


posting  the  order  creating  the  docket  and  assigning  a  hearing  there- 
on in  the  office  of  Secretary  McGinty.  The  section  forbids  the  hold- 
ing of  offices  or  directorships  in  more  than  one  company,  after 
December  31,  1921,  except  and  unless  the  Commission  upon  show- 
ing in  due  form  prescribed  by  it  that  neither  public  nor  private 
interests  will  be  adversely  affected  thereby. 

The  Commission  desires  to  ascertain  the  views  of  all  who 
may  think  they  are  concerned,  as  to  the  meaning  of  the  words 
"public  or  private  interests  adversely  affected  thereby."  Its  mem- 
bers know  there  are  some  parts  of  the  public  that  believe  that 
any  interlocking  of  directorates  is  inimical  to  the  public  interest 
because  detrimental  to  some  private  interest,  generally  a  minor- 
ity interest  that  disagrees  with  the  majority,  which  becomes 
highly  vocal  when  the  plans  of  the  majority  go  wrong  and 
losses  are  incurred,  because,  as  the  minority  intimates  or  charges, 
there  was  too  much  regard  for  a  particular  interest,  represented 
in  the  board  of  directors,  and  not  enough  for  the  interest  or 
view  of  the  minority.  The  commissioners  also  know  there  is 
a  view  that  only  those  whose  own  money  is  invested  in  the 
capital  stock  should  be  allowed  to  serve  as  directors,  and  they 
only  if  they  are  not  representatives  of  bondholders  whose  in- 
terest might  be  to  have  the  property  wrecked  and  sold  at  judicial 
sale  in  which  the  interests  of  the  stockholders  would  be  wiped 
out  and  succeeded  by  those  of  the  bondholders. 

The  Commission  is  expected  soon  to  begin  handing  down  deci- 
sions on  the  mass  of  applications  for  permission  to  disregard  the 
interlocking  directorate  part  of  the  law.  That  part  becomes 
operative  on  the  first  day  of  next  year. 

One  of  the  thoughts  is  that  at  least  ninety  per  cent  of  the 
applications  will  be  granted,  almost  pro  forma,  because  they  cover 
situations  caused  by  the  fact  that,  in  many  instances,  it  is  con- 
sidered desirable  to  have  parent  and  subsidiary  companies.  In 
other  cases,  the  provisions  of  state  laws  make  it  necessary  for 
a  company  desiring  to  do  business  in  given  states  to  incorporate 
in  those  states.  The  states  did  that  so  as  to  be  able  to  have 
suits  against  the  companies  kept  in  the  state  courts  unless  some 
federal  question  other  than  diverse  citizenship  was  involved. 
They  got  rid  of  the  diverse  citizenship  reason  for  removal  from 
the  state  to  the  federal  courts  by  keeping  foreign  corporations 
out  of  their  territory. 

As  to  the  ten  per  cent  of  cases  in  which  other  than  pro  forma 
action  will  be  taken,  two  schools  of  thought  were  represented  in 
the  discussions.  One  school  contended  that  the  intent  of  the 
law  was  to  bring  about  a  complete  separation,  so  that  finance 
and  transportation  would  not  be  connected  in  any  way.  One 
branch  of  that  school  went  so  far  as  to  say  that  trust  com- 
panies, although  large  holders,  in  their  trust  funds,  of  the  securi- 
ties of  carrier  corporations,  should  not  be  represented  in  the 
management  of  any  of  the  carrier  corporations.  Another  branch 
contended  merely  that  financial  houses,  such  as  Morgan  &  Co., 
Kuhn,  Loeb  &  Co.,  and  Speyer  &  Co.,  should  not  be  represented 
on  the  boards  of  more  than  one  railroad  company,  although  the 
effect  of  such  separation  would  be  to  deprive  those  who  had  fur- 
nished money  for  providing  property  to  be  used  in  transporta- 
tion of  any  say  in  the  management  of  the  property  acquired 
with  their  money. 

Another,  and  it  is  believed  to  he  the  broader  view,  was  that 
the  intent  of  the  law  was  merely  to  prevent  such  interlocking 
as  can  be  shown,  without  going  too  far  afield  in  surmise,  specu- 
lation or  insinuation,  that  some  private  or  public  interest  would 
be  adversely  affected  by  a  man's  continuance  on  the  board  of 
two  or  more  companies.  The  law  says  that  it  shall  be  unlawful 
for  any  person  to  hold  the  position  of  officer  or  director  of  more 
than  one  carrier,  unless  such  holding  shall  have  been  authorized 
by  order  of  the  Commission,  upon  due  showing,  "that  neither 
public  nor  private  interests  will  be  adversely  affected  thereby." 
The  Commission,  November  15,  began  issuing  orders  in  fianance 
dockets  authorizing  directors  and  officials  of  common  carrier  com- 
panies to  serve  as  such  in  more  than  one  company,  notwith- 
standing the  prohibition  of  the  law  that  becomes  operative  Jan- 
uary 1,  1922.  The  orders  issued  November  15  were  without 
any  expression  of  opinion  other  than  the  declaration  that  neither 
public  nor  private  interest  would  be  affected  by  the  continu- 
ance in  office  of  the  directors  and  officials  of  the  following  com- 
panies: Chicago,  Milwaukee  &  Gary  and  Appalachicola  North- 
ern; Waterloo,  Cedar  Falls  &  Northern  and  Kansas  City  North- 
western; Manufacturers  Railway  Co.  and  St.  Louis  &  O'Fallon 
Ry.  Co.;  the  Chicago  &  Western  Indiana  Railroad  Co.  and  the 
Belt  Railway  Company  of  Chicago. 

The  Nevada  County  Narrow  Gauge  Railroad  Company  has 
applied  to  the  Commission  for  permission  to  have  its  directors, 
Walter  Arnstein,  H.  A.  Mitchell  and  Jesse  H.  Steinhart,  serve 
as  directors  of  the  Sacramento  Valley  &  Eastern  Railway,  and 
for  H.  A.  Mitchell  to  be  president  of  both  corporations  and  also 
general  manager  of  both  corporations,  and  for  H.  J.  Sutherland 
to  be  secretary  and  treasurer  of  both  corporations,  and  for 
H.  E.  Jaeger  to  be  purchasing  agent  of  both  corporations. 

Robert  Cousin,  of  Chicago,  asked  permission  to  serve  as 
secretary  and  director  of  the  Ontonagon  Railroad  Company  and 
as  assistant  secretary  and  director  of  the  Houghton,  Chassell 
&  Southwestern  Railroad. 
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Railroad  Strikes  and  the  Law.— In  a  speech  to  the  memberH 
of  the  Knife    and    Fork   Club   of   Kansas   City,  November  18, 
Director-General  Davis  construed  the  law  as  applicable  to  rail- 
road strikes  to  mean  that,  since  the  government  has  deprived 
the  railroads  of  the  power  to  establish  rates  or  to  fix  wages, 
a  strike  is  against  the  government,  and,  therefore,  the  injunctive 
process  may  be  applied,  notwithstanding  the  inhibition  of  the 
Clayton  anti-trust  law.    He  said  a  strike  under  conditions  as 
they  now  prevail  is  not  evidence  of  a  controversy  between  em- 
ployer and   employe.    In   his  view,   the   Clayton   anti-trust  law 
has   force   and   effect   only    in    controversies   directly  between 
employer  and   employe.    The  speech,   Mr.   Davis  was  at  pains 
to  point  out,  was  made  on  his  own  personal  responsibility,  and 
not  in  connection  with  the  office  he  holds.    He  said  he  freely 
subscribed  to  the  doctrine  that  the  "labor  of  a  human  being 
is  not  a  commodity,  or  article  of  commerce."    Notwithstanding 
I  ho  disclaimer  of  speaking  for  anybody  other  than  himself,  it 
is  believed  that  the  view  expressed  by  Mr.  Davis  is  the  view 
of  the  Harding  administration.     It  fits  in  with  what  Attorney- 
General  Daugherty  intimated  would  be  done  In  the  event  the 
brotherhoods   carried  out  their  threat  to  tie  up  the  railroads 
progressively,   beginning   October   31   and   extending  over  a   pe- 
riod of  about  six  days.    Daugherty  was  never  explicit  in  his 
declarations,  probably  because  he  was  not  anxious  to  have  the 
labor  leaders   know  exactly  what  the   administration  intended 
doing.     Well-informed   men,   however,   could   take   his   guarded 
utterances    and    figure    out    that,   notwithstanding   the    Clayton 
anti-strike    prohibition,   the    government    Intended    going    into 
court   asking   for   injunctions   against   the   strike   leaders.    Mr. 
Davis  said  he  had  an  abiding  belief  in  the  settlement  of  all 
disputes,  especially  those  involving  the  rights  and  responsibili- 
ties connected  with  public  service,  by  some  legally  constituted 
authority,  with  power  on  the  part  of  the  government  to  enforce 
the  findings  of  tribunals  constituted  to  settle  such  controversies. 
It  is  suspected  that  the  views  of  Director-General  Davis  con- 
cerning  the  power  and   the  duty    of    the    government  in   the 
case  of  a  railroad  strike  will  meet  popular  approval,  if  it  is 
widely   circulated.    It  is   not   expected,   however,   to   meet   the 
approval  of  those  leaders  of  organized  labor  who  have  insisted 
that  no  matter  what  a  union  might  do  or  undertake  to  do  it 
was  not  to  be  held  to  the  same  degree  of  responsibility,  under 
the  laws  against  conspiracy   and   combinations  in  restraint  of 
trade,  that  rests  on  other  kinds  of  organizations.    The  funda- 
mental proposition  in  the  Davis  view  is  that,  inasmuch  as  the 
government  has  deprived  the  railroads  of  the  power  to  make 
rates  or  to  establish  the  rates  of  wages,  and  taken  over  those 
functions  itself,  the  railroads  should  be  considered  agencies  of 
the   government.    Therefore,   he    argued,   a   strike   by   railroad 
train  operatives   would  be  a  strike  against  the  government,  akin 
to  a  strike  by  policemen  or  firemen.    He  contended  that  the 
prohibition  in  the  Clayton  anti-trust  law  against  the  use  of  the 
injunction  in  disputes  about  wages  or  working  conditions  ap- 
plies  only  to  disputes   between   employers   and   employes.    He 
pointed  out  that  inasmuch  as  the  government  establishes  both 
rates  for  the  railroads  and  wages  to  be  paid  by  them  to  their 
employes,  a    strike    would    be,  not    against    the    railroad,  but 
against  the  orders  issued  by  the  government,  the  very  existence 
of  which  would  be  imperiled  by  failure  of  its  servants  to  enforce 
its  laws  and  orders  based  on  such  laws. 


The  American  Creosoting  Case. — Nearly  everything  the 
Commission  does  can  be  shown  as  causing  a  rapid  approach 
to  the  time  when  government  will  have  to  run  the  railroads  by 
taxation  because  private  capital  is  not  allowed  to  make  a  rea- 
sonable profit.  The  American  Creosoting  case,  argued  in  the 
Supreme  Court  a  few  days  ago,  presented  such  an  ugly  aspect 
to  the  attorneys  for  the  railroadds  that  it  could  be  viewed  only 
as  an  aid  to  the  coming  of  the  day  when  all  the  people  will 
have  to  pay  something  toward  keeping  the  railroads  going,  be- 
cause the  value  of  the  service  rendered  by  them  to  shippers 
will  be  less  than  it  costs  to  operate  them.  The  case  did  not 
look  so  bad  to  those  not  directly  interested,  but  it  did  look 
like  stretching  the  undue  prejudice  section  of  the  law  so  as  to 
make  it  cover  a  case  of  that  kind  and  make  the  Pennsylvania 
and  the  Central  of  New  Jersey  responsible  in  New  Jersey  for 
what  the  Illinois  Central  did  in  Mississippi.  That  responsibility 
came  simply  because  they  joined  the  Illinois  Central  in  holding 
out  to  the  country  to  carry  lumber  from  points  in  Mississippi 
to  points  in  New  England,  for  a  certain  sum  of  money  notwith- 
standing that  the  Illinois  Central  did  something  in  Illinois  which 
the  Central  and  Pennsylvania  did  not  think  it  good  policy  to  do 
in  New  Jersey  or  In  any  other  state  where  they  controlled 
the  making  of  rates.  If  the  court  sustains  the  order,  the  Penn- 
sylvania and  the  Central  will  have  to  decide  whether  they  will 


break  off  Joint  rate  relationship  with  roads  that  give  the  creo- 
Botlng-ln-transit  privilege,  and  thus  lose  revenue,  or  grant  the 
permission  at  Newark,  where  presumably  conditions  are  the 
same  as  the  point  In  Mississippi  where  the  Illinois  Central 
gives  the  creosotlng  privilege.  If  they  elect  to  break  the  Joint 
rates,  unless  the  Commission  finds  the  local  rates  of  the  two 
northern  roads  too  high,  it  will  have  to  tell  those  who  can 
obtain  their  lumber  only  by  Pennsylvania  or  Central  of  New 
Jersey  delivery,  that  they  are  unfortunate  in  having  their  plants 
reached  only  by  the  rails  of  those  carriers,  while  the  plants 
of  their  competitors  are  accessible  to  the  trains  of  other  carriers. 
Approval  of  the  order  by  the  Supreme  Court,  It  Is  believed,  would 
enable  shippers  to  complain  about  adjustments  based  wholly 
on  commercial  conditions,  Just  as  if  all  the  railroads  in  the 
country  were  only  parts  of  one  system.  Congress  has  legis- 
lated with  a  view  to  creating  a  national  system,  but  the  third 
section  has  not  been  changed  since  the  Commission  held  that 
discrimination  and  undue  prejudice  of  an  unlawful  character 
can  be  found  when  one  carrier  is  responsible  for  the  situations 
at  the  two  places  under  consideration,  and  therefore  able,  ex 
proprio  vigore,  of  removing  the  undue  prejudice. 

An  Optimistic  Director-General. — Director-General  Davis  ex- 
pects to  close  put  the  affairs  of  the  Railroad  Administration,  so 
far  as  the  claims  of  the  railroads  are  concerned,  within  the 
limits  of  the  coming  year.  Therefore,  some  of  his  friends  are 
inclined  to  award  him  the  medal  for  the  world's  greatest  op- 
timist. The  fight  that  John  F.  Finerty  is  making  against  the 
payment  of  reparation,  if  he  is  allowed  to  continue,  Is  regarded 
as  good  for  the  next  twenty-five  or  thirty  years.  Another  thing 
to  be  considered  is  that  the  railroads  that  have  not  yet  filed 
their  claims  may  decide  to  go  to  court  rather  than  compromise 
with  the  Director-General  on  the  basis  of  30  per  cent  plus  of 
their  claims.  The  courts  have  not  yet  passed  on  the  "inefficiency 
of  labor"  phase  of  the  subject.  They  are  not  much  influenced 
by  political  considerations.  The  judges  do  not  have  to  be  re- 
appointed  or  re-elected.  They  may  be  able  to  see  that  putting 
in  10,000  man-hours  in  doing  certain  kinds  of  work  in  1918, 
1919  and  1920,  regardless  of  what  the  government  paid  for  them, 
were  not  the  equivalent  to  10,000  man-hours  in  1917  or  earlier 
years.  They  may  be  able  to  see  that  inefficiency  of  labor  does 
not  mean,  necessarily,  that  labor  loafed  during  the  war.  They 
may  be  able  to  see  that  the  labor  employed  on  the  railroads 
then  was  less  experienced  and,  therefore,  less  efficient  than 
before  the  war,  and  that  all  the  railroads  are  asking  is  that  the 
government  carry  out  its  promise  to  do  as  much  maintenance 
work  as  the  owners  of  the  railroads  did,  on  an  average,  in  the 
three  years  of  the  test  period  or  pay  for  the  deficiency.  All 
these  things,  however,  are  enumerated  merely  to  show  why 
some  of  Mr.  Davis'  friends  are  so  generously  inclined  toward 
him  in  the  matter  of  the  medal  for  high  optimism. 

The  Work  of  Congress. — Another  instance  of  high  optimism 
is  the  expectation  of  the  leaders  of  Congress  to  bring  the  long 
drawn  out  extraordinary  session  to  an  end  before  Thanksgiving 
Day.  They  expect  to  have  disposed  of  by  that  time  the  tax 
revision  and  the  railroad  financing  bill,  the  bill  that  is  more 
generally  known  as  a  funding  bill,  although  it  does  not  author- 
ize funding.  Funding  is  authorized  by  existing  law.  The  bill 
the  leaders  expect  to  pass  provides  a  method  whereby  the  gov- 
ernment may  dispose  of  some  of  the  I  O  U's  given  it  by  the  rail- 
roads in  payment  of  the  debts  they  owe  it,  to  those  who  have 
more  ready  cash  than  the  government  is  able  to  find  in  its 
wallet.  One  of  the  common  thoughts  among  those  who  have 
had  much  to  do  with  the  so-called  funding  bill  is  that  It  has  had  a 
rocky  road  to  travel  simply  because  it  has  been  charged  that 
it  provides  for  loans  to  the  railroads.  Loans  are  authorized  In 
the  present  law.  The  additional  legislation  is  necessary  to  enable 
the  government  to  finance  the  operations  authorized  by  the 
transportation  act  passed  two  years  ago  and  signed  by  Presi- 
dent Wilson  just  a  short  time  before  his  term  expired.  Those 
who  have  any  conception  of  the  financial  trouble  created  during 
government  control,  without  going  into  the  question  as  to 
whether  it  was  necessary  or  not,  know  that  if  the  transportation 
act  had  not  authorized  the  funding  of  what  the  railroads  owed 
the  government  because  the  latter  spent  money  for  them  without 
their  consent,  most  of  the  railroad  systems  would  now  be  in 
the  hands  of  receivers.  Those  who  have  opposed  the  so-called 
funding  bill,  it  Is  believed,  could  be  proved,  to  the  satisfaction 
of  any  fair-minded  man,  to  have  been  advocating  repudiation  of 
the  railroads'  bargain  with  the  government  and  the  consequent 
wrecking  of  the  railroad  companies.  Why  they  have  advocated 
repudiation  can  be  imagined,  it  is  believed,  when  it  is  recalled 
that  those  who  have  advocated  repudiation  are  the  ones  that 
have  also  advocated  government  ownership,  the  Plumb  plan 
and  various  other  forms  of  looting,  either  of  the  public  treasury 
or  of  the  property  of  the  railroad  companies,  for  the  benefit  of 
those  who  are  now  getting  the  lion's  share  of  the  revenues 
of  the  carriers.  The  session  of  Congress  has  been  long  con- 
tinued simply  because  the  old  rule  that  the  majority  shall  make 
its  plans  and  carry  them  through,  with  the  minimum  of  talk, 
was  ditched  in  1910,  when  Senator  Norris  of  Nebraska  and  the 
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so-called  progressives  overturned  what  they  called  Cannonism. 
The  system  which  they  called  Cannonism  was  in  use  for  more 
than  a  century.  During  that  time  the  speaker  of  the  House 
was  the  leader  of  the  majority,  and  when  the  majority  of  the 
majority,  in  caucus  assembled,  decided  what  should  be  done,  it 
was  done.  Public  talking  took  place  while  the  majority  was 
trying  to  come  to  a  conclusion,  but  when  the  conclusion  was 
reached  the  majority  acted.  It  had  to  overcome  parliamentary 
obstacles,  but  so  long  as  the  majority  attended  to  business  by 
remaining  in  the  House  of  Representatives  and  in  the  Senate,  it 
was  able  to  get  the  public  business  done — in  a  reasonable  time. 
Neither  a  regular  session  nor  an  extraordinary  one,  until  after 
the  overthrow  of  Cannonism,  lasted,  as  a  rule,  more  than  five 
months.  This  extra  session  has  been  going  for  more  than  seven. 

A.  E.  H. 


CAR  SUPPLY  SUMMARY 

M.  J.  Gormley,  chairman  of  the  car  service  division  of  the 
American  Railway  Association,  in  a  summary  of  general  condi- 
tions as  of  November  14,  said: 

BOX  CARS:  Surplus  plain  box  cars  in  good  order  on  October 
15th  were  21,203,  a  decrease  of  18  per  cent  in  the  previous  two  weeks 
and  over  50  per  cent  in  the  previous  month.  The  shortage  reported 
was  5.147  cars  as  against  1,907  cars  two  weeks  before,  which  also 
indicates  a  more  active  demand.  Box  car  loading  continues  heavy 
as  is  particularly  shown  by  figures  reported  for  merchandise  and 
miscellaneous  freight  loaded,  which  for  the  week  ending  October  29th 
was  the  largest  this  year,  and  also  greater  than  the  same  week  a 
year  ago.  Give  special  attention  to  observance  of  Car  Service  Rules 
in  furnishing  cars  for  loading. 

AUTOMOBILE  CARS:  Surplus  has  decreased  until  the  figure  is 
negligible.  Oars  of  this  type  should  be  worked  home  or  into  automo- 
bile-producing territory  as  requirements  may  necessitate. 

VENTILATED  BOX  CARS:  Demand  increasing.  Return 
promptly  to  owners  unless  other  special  instructions  in  effect.  Do 
not  load  with  dead  freight  except  in  direction  of  home. 

STOCK  CARS:  Loading  continues  good.  Return  cars  to  owners 
promptly  and  report  any  surplus  available  for  general  distribution. 

REFRIGERATOR  CARS:  Loading  of  fruits  and  vegetables  in 
California,  Colorado  and  the  Northwestern  states  for  October  was  a 
third  greater  than  last  year,  and  was  well  ahead  of  September.  This 
is  being  accomplished  with  less  cars  than  were  available  a  year  ago, 
but  only  by  remarkable  co-operation  of  railroads  in  all  parts  of  the 
country.  Loading  of  citrus  fruits  in  Florida  and  California  is  assum- 
ing heavy  proportions,  and  the  advent  of  colder  weather  makes  it 
necessary  to  use  refrigerators  for  potatoes,  of  which  there  is  an  un- 
usually large  crop.  This  makes  it  essential  that  every  available  car 
be  used;  that  bad  order  cars  be  repaired;  that  the  movement  of 
empties  as  well  as  loads  be  expedited;  that  refrigerators  be  not  used 
for  dead  freight,  and  that  all  terminal  delays,  loading,  unloading  and 
switching  be  reduced  to  the  absolute  minimum.  The  distribution  of  cars 
will  be  as  directed  by  the  Refrigerator  Section. 

OPEN  TOP  CARS:  Estimated  coal  production  for  week  ended 
November  5th  was  9.150,000  tons,  a  decrease  of  1,801,000  tons  or  16 
per  cent  compared  with  week  ended  October  29th.  The  surplus  open 
top  cars  available  and  suitable  for  coal  loading  shows  a  further  re- 
duction, although  a  better  car  supply  than  heretofore  is  noted  on 
roads  having  shortages  during  previous  weeks.  It  is  necessary  that 
the  roads  continue  to  give  the  matter  of  prompt  loading,  unloading 
movement  and  repairs  to  open  top  cars  and  to  the  handling  of  such 
cars  in  accordance  with  Car  Service  Rules  special  attention. 

FLAT  CARS:  The  number  of  flat  cars  reported  surplus  as  of 
October  29th  was  8.179.  An  increasing  demand  for  flat  cars  still  pre- 
vails. They  should  be  loaded  to  the  fullest  extent  possible  to  or  in 
the  direction  of  the  owning  line,  or  sent  home  empty  in  accordance 
with  Car  Service  Rules. 

In  information  bulletin  No.  4,  the  car  service  division  of  the 
American  Railway  Association  says  refrigerator  equipment  is  in 
constant  and  active  demand. 

"In  addition  to  continuous  heavy  loading  in  California  and 
the  northwest,"  the  division  says,  "the  seasonal  movement  from 
Florida  is  beginning,  and  the  approach  of  colder  weather  neces- 
sitates supplying  refrigerator  cars  for  potato  loading,  which  has 
up  to  this  time  been  moving  almost  entirely  in  box  cars.  The 
movement  of  potatoes  to  date  this  fall  from  Minnesota  and  the 
Dakotas  has  exceeded  all  previous  records. 

"The  following  figures,  showing  a  comparison  of  the  loading 
of  fruit  and  vegetables  in  refrigerator  cars  in  the  principal  west- 
ern producing  districts,  is  of  interest: 

October, 

1921.  1920. 

California    20,395  14,447 

Washington  and 

Oregon    15,172  10,022 

Colorado,    Utah 

and  Idaho  . . .     8,030  8,501 


P.  c. 

inc. 
41.2 

Ten  months. 
1921.           1920. 
156,478       119,091 

P.  c. 

inc. 
31.4 

Year, 

1920. 
139,477 

51.5 

48,159 

33,733 

45.7 

47,441 

5.5d 

29,246 

21,807 

34.1 

28,293 

32.2 

233,883 

174,631 

33.9 

215,211 

43,597       32,970 

"With  the  exception  of  Colorado,  where  the  crop  to  be 
moved  did  not  equal  that  of  last  year,  the  loading  in  all  of  the 
states  named  has  been  much  in  excess  of  1920.  It  will  be  noted 
that  the  loading  for  the  first  ten  months  of  1921  has  in  the  dis- 
tricts shown  exceeded  the  loading  for  the  entire  year  1920  by 
a  general  average  of  8.7  per  cent,  while  in  California  the  per- 
centage of  increase  was  considerably  greater. 

"While  other  fruit  shipping  districts,  such  as  Michigan,  New 
York  and  Arkansas,  show  a  decrease  in  total  loading  compared 
to  last  year,  the  reason  is  found  in  a  heavy  reduction  in  the  crop. 
The  conclusion  seems  to  be  that  where  the  perishable  traffic 
exists  it  is  moved  regardless  of  comparative  freight  rates. 

"The  program  of  movement  of  refrigerators  into  the  fruit 
loading  districts  of  the  West  referred  to  in  bulletin  No.  1  has 


gone  on  uninterruptedly  with  contributions  of  equipment  on  the 
part  of  both  eastern  and  western  roads  in  excess  of  number 
agreed  upon  practically  without  exception.  These  deliveries 
were  made  frequently  at  the  temporary  expense  of  local  loading 
in  order  that  the  threatened  serious  car  shortage  in  the  West 
might  be  avoided.  As  a  result  of  this  remarkable  movement 
illustrating  the  ability  of  the  roads  to  unitedly  meet  an  emer- 
gency the  shippers  in  the  above  named  states  after  loading  in 
October  43,597  cars,  which  in  the  principal  districts  was  nearly 
50  per  cent  more  than  in  October,  1920,  actually  had  available 
for  loading  at  the  end  of  the  month  210  more  cars  than  were 
available  at  the  beginning  of  the  month. 

"Car  supply:  There  continues  to  be  a  steady  demand  for 
box  cars,  particularly  those  suitable  for  high-class  commodities. 
Account  market  and  seasonal  conditions  grain  loading  is  some- 
what lighter,  although  in  certain  sections  the  requirements  tem- 
porarily exceed  the  supply.  Stock  and  flat  cars  are  available 
to  meet  all  demands.  Coal  car  supply  somewhat  easier,  and 
no  demands  of  consequence  in  excess  of  supply.  There  has  been 
some  temporary  spot  shortages  of  gondolas,  for  which  provision 
was  quickly  made." 

NEW  ENGLAND  DIVISIONS 

The  Traffic  World  Washington  Bureau 

The  Commission  has  reopened  No.  11756.  Bangor  &  Aroostook 
et  al.  vs.  Aberdeen  &  Rockfish,  commonly  known  as  the  New 
England  divisions  case,  on  the  application  of  the  New  England 
carriers.  The  case  has  been  set  for  argument  November  29, 
to  listen  to  the  arguments  of  Charles  F.  Choate,  Jr.,  Wilbur 
LaRoe,  Jr.,  and  James  Garfield,  in  behalf  of  their  proposition 
that  the  Commission  misconceived  the  nature  of  the  relief  they 
asked  in  their  complaint  and  in  support  of  their  proposition  that 
it  misconceived  the  law  when  it  held  that  it  could  not  deal  with 
divisions  "as  a  whole"  but  must  deal  with  them,  one  by  one. 
Attorneys  for  the  New  England  carriers,  in  their  application 
for  further  argument,  said  they  had  negotiated  with  the  trunk 
lines  without  success,  and  that  further  negotiations  are  useless 
because  the  trunk  lines  will  not  voluntarily  give  up  any  of 
the  money  they  have  been  obtaining  from  the  rates  prescribed 
by  the  Commission,  in  Ex  Parte  No.  74,  for  the  carriers  "as 
a  whole"  in  the  eastern  district. 

"The  Commission,  through  the  increase  of  rates  in  the 
eastern  rate  group,"  said  the  attorneys  for  the  New  England  car- 
riers, "has  taxed  the  public  for  the  support  of  an  efficient  trans- 
portation system  throughout  the  eastern  rate  group  and  the 
public  has  paid  and  is  paying  the  tax.  There  was  no  justifica- 
tion for  the  increase  unless  this  was  to  be  the  result.  The 
people  of  New  England  and  elsewhere  are  paying  the  increased 
rates  on  traffic  in  and  out  of  New  England  and  some  one  is 
getting  the  benefit  of  this  tax.  But  the  majority  of  the  Com- 
mission finds  itself  helpless  to  make  the  second  part  of  the  act 
work,  and  while  it  has  raised  the  necessary  fund  to  maintain  an 
efficient  transportation  system  in  the  eastern  rate  group  it  de- 
clares itself  unable  to  so  apply  this  fund  as  to  accomplish  the 
only  result  which  justified  raising  it. 

"For  it  is  idle  to  blink  the  issue.  The  Commission  itself 
says  the  divisions  in  and  out  of  New  England  are  'myriad.' 
The  efforts  of  the  New  England  roads  to  obtain  a  readjustment 
of  divisions  were  shown  by  the  record  to  be  hopeless.  The 
trunk  lines  will  not  voluntarily  give  up  anything.  Further 
negotiation  will  be  as  fruitless  as  past  negotiation,  and  even  if 
there  were  any  hope  in  it,  the  time  necessary  for  readjustment 
of  divisions  by  taking  up  these  myriads  one  by  one  will  be  SD 
great  that  years  and  years  would  be  required  to  accomplish  even 
a  little.  So  it  must  be  accepted  as  a  practical  fact  that  if  di- 
visions can  be  readjusted  only  one  by  one,  then  the  act  is  un- 
workable and  the  New  England  roads  have  failed  to  find  relief 
when  it  was  the  intention  of  Congress  to  give  it. 

"In  a  speech  before  a  meeting  of  the  National  Association  of 
Savings  Banks  held  at  Boston  on  April  23,  1920,  Hon.  John  J. 
Esch,  at  that  time  Chairman  of  the  House  Committee  on  Inter- 
state and  Foreign  Commerce,  in  explaining  the  objects  of  the 
transportation  act,  said  in  substance: 

The  New  England  roads,  being  terminal  lines,  secure  the  small  end 
of  the  freight  rates,  the  larger  part  going  to  the  trunk  lines  with  the 
long  haul.  Because  this  act  protects  what  are  known  as  short  line 
railroads,  the  New  England  roads  will  be  materially  benefited.  The 
Commission  should  determine  the  division  of  rates  without  regard  to 
mileage  haul,  as  the  short  line  roads  are  as  necessary  to  the  com- 
munity as  the  trunk  lines. 

"The  New  England  roads  were  not  included  in  the  eastern 
group  merely  because  they  wished  to  be.  True,  they  acquiesced 
in  such  inclusion,  but  they  were  included  in  that  group  in  the 
public  interest.  The  reasons  which  impelled  them  to  acquiesce 
were  reasons  of  sound  public  interest  which  it  was  the  Commis- 
sions public  duty  to  conserve.  There  is  no  denying  the  fact  that 
if  New  England  is  set  off  by  itself  with  higher  freight  rates  in 
and  out,  its  business  will  dry  up  or  move  away." 

LOAN   FOR  C.  C.  &  O. 

Application  for  a  loan  of  $6,000,000  to  meet  maturing  obliga- 
tions has  been  made  to  the  Commission  by  the  Carolina,  Clinch- 
field  &  Ohio. 
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Decisions  of  Interstate  Commerce  Commission 


CLASS  RATES  FROM  EL  PASO 

The  Commission,  In  a  mimeographed  report,  has  condemned 
increased  class  rates  proposed  in  I.  and  S.  No.  1364,  Class  ratew 
between  El  Paso  and  points  in  New  Mexico  and  Arisen,  west 
of  Kincon  and  Helen,  N.  M.,  as  not  having  been  Justified.  The 
suspended  schedules  are  to  be  cancelled  on  or  before  December 
17.  By  means  of  the  schedules,  which  are  to  be  cancelled  the 
Santa  Fe  proposed  to  transfer  the  destinations  mentioned  from 
the  mountain-Pacific  to  the  western  group,  thereby  adding  35 
per  cent  instead  of  25  per  cent  to  the  ra'tes  that  were  In  effect 
on  August  25,  1920.  The  boundary  line  between  the  western 
and  mountain-Pacific  groups  follows  the  line  of  the  Santa  Fe 
from  Trinidad,  Colo,  through  Raton,  Las  Vegas,  and  Albuquerque, 
N.  M.,  to  El  Paso.  The  rates  under  consideration  in  this  case 
applied  between  El  Paso,  on  the  boundary  between  the  two 
groups,  and  points  in  the  mountain-Pacific.  The  railroads  said 
that  the  increases  proposed  were  necessary  to  eliminate  fourth 
section  departures  and  restore  certain  relationships  that  existed 
prior  to  August  25,  1920. 


VIRGINIA  CITIES  RATES 

The  Traffic  World  Washington  Bureau 

What  the  Commission  apparently  hopes  will  be  its  final 
effort  to  adjust  the  relationship  of  rates,  between  Virginia 
cities  and  North  Carolina  points,  on  the  one  hand,  and  rates 
from  North  Carolina  points  to  the  southeast  in  comparison  with 
rates  from  Virginia  cities  to  the  same  destinations,  and  be- 
tween eastern  ports  on  the  one  hand,  Virginia  cities  and  des- 
tinations in  the  Carolinas  and  the  southeast,  on  the  other,  was 
put  forth  in  a  supplementary  report,  written  by  Commissioner 
Eastman,  on  No.  10500,  Corporation  Commission  of  North  Caro- 
lina vs.  Atlantic  Coast  Line,  Director-General,  et  al.,  and  No. 
10515,  Raleigh  Chamber  of  Commerce  et  al.  vs.  Seaboard  Air 
Line  et  al.,  opinion  No.  7219,  64  I.  C.  C.  264-72.  This  was  the 
third  report  in  the  two  cases,  which  have  been  bracketed  to- 
gether. 

The  order  in  this  case  requires  the  carriers  to  establish 
the  rates,  as  revised  in  this  report,  not  later  than  January  15. 
The  effective  date  of  the  original  order,  first  fixed  for  September 
15,  stands  postponed  by  action  of  the  carriers  to  November  28. 

In  his  report  Commissioner  Eastman  said  that  the  further 
modifications  made  in  this  supplemental  report,  the  first  having 
been  reported  in  57  I.  C.  C.  523  and  the  second  in  62  I.  C.  C.  64, 
were  made  in  the  interest  of  clarification  and  the  avoidance 
of  difficulties  that  have  been  encountered  in  the  efforts  to  com- 
ply with  the  two  prior  reports,  and  not  to  change  either  the 
intent  or  purpose  of  the  original  report. 

The  case  falls  into  two  parts:  The  southern  adjustment, 
having  to  do  with  rates  to  and  from  points  in  South  Carolina, 
Georgia,  Florida,  Alabama,  Mississippi  and  Tennessee;  and,  the 
northern  adjustment,  having  to  do  with  rates  to  and  from  points 
in  New  England,  New  York,  Pennsylvania,  New  Jersey,  Mary- 
land and  Delaware. 

With  regard  to  the  southern  adjustment,  the  Commission 
found  that  the  grouping  of  North  Carolina  points  and  the  dif- 
ferentials prescribed  in  the  prior  report  should  be  modified,  and 
that  to  remove  the  undue  prejudice  found  to  exist  the  first  class 
rates  from  and  to  points  in  North  Carolina  hereinafter  men- 
tioned, to  and  from  points  in  South  Carolina  and  the  southeast, 
should  be  lower  than  the  corresponding  rates  from  and  to  Rich- 
mond and  Norfolk  by  at  least  the  following  amounts  in  cents 

per  100  pounds: 

Minimum 
spread, 

Between —  And —  cents, 

(la)   Points  on  Atlantic  Coast    (3a)     All  points  in  South  Carolina    12 
Coast  Line.  Halifax  to  Kin-       east   of   the   Seaboard   Air   Line. 

Hamlet  to  Camden;  on  or  east 
of  Northwestern  R.  R.  of  South 
Carolina.  Camden  to  Sumter,  not 
including  Camden:  and  on  or 
north  of  the  Atlantic  Coast  Line, 
Sumter  through  Tlmmonsvtlle 
and  Mullins  to  the  North  Caro- 
lina state  line. 


ston,  not  including  Halifax: 
Parmele  to  Washington,  not 
including  Washington; 
Rocky  Mount  to  Williams- 
ton,  not  including  Rocky 
Mount.  Tarboro,  or  Wlll- 
iamston;  Hobgood  to  Tar- 
boro, not  including  Tarboro: 
Points  on  East  Carolina  Ry., 
Tarboro  to  Farmville.  not 
including  Tarboro:  Points  « 

on  Norfolk  Southern,  Wil- 
son to  Grlmesland.  not  in- 
cluding Wilson;  Goldsboro 
to  Newbern.  not  including 
Goldsboro  or  Newbern: 
Washington  to  Newbern,  not 
Including  Washington  or 

Points  described  in   (la) (3b)     All  points  in  South  Carolina     10 

on.  north,  or  east  of  a  line  drawn 
from  Blacksburg  through  Ches- 
ter to  Camden:  and  on,  north, 
or  west  of  the  Seaboard  Air 


(Ib)  Points  on  the  Atlantic 
Coast  Line,  Weldon  to  Wil- 
son, not  Including  Weldon; 
Rocky  Mount  to  Spring 
Hope  Inclusive;  Wilson  to 
Dunn,  not  including  Dunn: 
Wilson  to  Wilmington,  not 
including  Wilmington;  War- 
saw to  Clinton  Inclusive; 
Fayetteville  to  Wilmington, 
not  Including  Fayetteville  or 
Wilmington;  Qoldsboro  to 
Smlthfleld:  Points  on  the 
Norfolk  Southern,  Raleigh 
to  Wilson,  not  Including 
Raleigh:  Points  on  the  Sea- 
board Air  Line,  Norllna  to 
Littleton,  not  including  Nor- 
lina:  Points  on  the  South- 
ern, Raleigh  to  Goldsboro, 
not  including  Unleigh. 

Points   described   in    (Ih) 

(Ic)  Points  on  the  Southern. 
Winston-Salem  to  Raleigh 
Inclusive:  Points  on  Atlan- 
tic &  Yadkin  (formerly 
Southern),  Greensboro  via 
Stokesdale  to  but  not  In- 
cluding Madison:  Points  on 
S'eahord  Air  Line,  Norllna  to 
Durham  inclusive;  Hender- 
son to  Bonsai  inclusive,  via 
Raleigh  and  Apex;  Oxford 
to  Dickerson  inclusive;  and 
Louisburg  branch. 

Points    described    In    (Ic) 

(2a)  Points  on  Atlantic  Coast 
Line,  Dunn  to  Fayetteville 
inclusive;  Sanford  to  Fay- 
etteville, hot  including  San- 
ford;  Fayetteville  to  South 
Carolina  state  line  via  Pem- 
broke, also  via  Maxton;  El- 
rod  to  South  Carolina  state 
line  via  Proctorville,  Chad- 
bourn,  and  Mount  Tabor; 
Wilmington  to  South  Caro- 
lina state  line  just  east  of 
Nichols,  S.  C.,  not  including 
Wilmington:  All  points  on 
Aberdeen  &  Rockflsh,  except 
Aberdeen:  All  points  on  Vir- 
ginia &  Carolina  Southern: 
All  points  on  Raleigh  & 
Charleston  in  North  Caro- 
lina: All  points  on  Maxton. 
Alma  &  Southbound:  Points 
on  Laurinburg  &  Southern, 
Laurinburg  to  Johns  inclu- 
sive: Points  on  Seaboard 
Air  Line,  Wilmington  to 
Hamlet,  not  including  Wilm- 
ington or  Hamlet:  .and 
Hamlet  to  Gibson,  not  In- 
cluding Hamlet. 

Points    described    in    (2a) 

(2b)  Points  on  Atlantic  & 
Tadkin  (formerly  Southern), 
Greensboro  to  Sanford.  not 
Including  Greensboro;  Ram- 
seur  branch:  Points  on 
High  Point.  Randleman, 
Aahbbro  &  Southern  (form- 
erly Southern),  not  includ- 
ing High  Point:  Points  on 
Southern,  Winston-Salem  to 
Barber,  not  including  Win- 
ston-Salem: S'tatesville  to 
Salisbury  inclusive;  Barber 
to  Charlotte  via  Mooresville; 
Lexington  to  Charlotte: 
Points  on  Yadkin  Railroad 
(formerly  Southern  Ry., 
Norwood  branch) :  Points 
on  Winston-Salem  South- 
bound, except  Winston-Sa- 
lem: Points  on  Norfolk 
Southern.  Mount  Gilead  to 
Colon  inclusive,  and  Ash- 
boro  to  Aberdeen  Inclusive: 
Points  on  Seaboard  Air  Line 
south  of  Bonsai  to  South 
Carolina  state  line  just 
north  of  Cheraw,  S.  C. : 
Plttsboro  branch;  Hamlet 
to  Charlotte  Inclusive;  Mon- 
roe to  South  Carolina  state 
line:  Points  on  Randolph  & 
Cumberland  Ry.,  Cameron 
to  Carthage  Inclusive: 
Points  on  Rockingham  Rail- 
road, not  including  Gibson: 
Points  on  Atlantic  Coast 
Line.  Wadesboro  to  South 
Carolina  state  line. 

Points  described  In   (2b) 

Points  described  In   (la) 


Line,     Ciinidcn     through     MeBee 
and  Cheraw  to  the  North  Caro- 
lina state  line. 
Points  described  In  (3a) 26 


Points  (lcscriln.il   In   (3b). 
1'oint.s  described  in   (3a). 


20 


Points  described  in   (3b). 
Points  described  in  (3a). 


25 
42 


Points  described  in  (3b) 35 

Points  described  in   (3a) 37 


Points  described  in   (3b) 39 

(4a)     All  points  In  South  Carolina    11 
(other    than    those    Included    In 
group  3a),  south  or  east  of  Sen- 
bo:ml    Air    Line.    Hamlet    to   Co- 
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Points  described  in    (la). 


Points 
Points 
Points 
Points 
Points 
Points 
Points 
Points 
Points 


flescribed 
described 
described 
.described 
described 
described 
described 
described 
described 


in  (Ib). 

in  (Ib). 

in  (Ic). 

in  (Ic). 

in  (2a). 

in  (2a). 

in  (2b). 

in  (2b). 

in  (la). 


Points   described  in   (la). 


Points 
Points 
Points 
Points 
Points 
Points 
Points 
Points 
Points 


described  in 

described  in 

described  in 

described  in 

described  in 

described  in 

described  in 

described  in 

described  in 


(Ib). 
(Ib). 
(Ic). 
(Ic). 
(2a). 
(2a). 
(2b). 
(2b). 
(la). 


(Id)  Points  on  the  Atlantic 
Coast  Line,  Weldon  via 
Goldsboro  to  Wilmington, 
not  including  Weldon  or 
Wilmington;  Spring  Hope 
branch;  Clinton  branch; 
Wilson  to  Smithfield,  inclu- 
sive; Goldsboro  to  Smith  - 
fleld:  Points  on  the  Norfolk 
Southern,  Wilson  to  Raleigh, 
not  including  Raleigh: 
Points  on  the  Southern, 
Goldsboro  to  Raleigh, 
not  including  Raleigh. 
Points  on  the  Atlantic  & 
Yadkin  (formerly  Southern), 
Greensboro  via  Stokesdale  to 
Madison,  not  including 
Greensboro  or  Madison: 
Points  on  the  Seaboard  Air 
Line,  Littleton  via  Hender- 
son, to  but  not  including 
Raleigh:  Henderson  to  Dur- 
ham, not  including  Durham; 
Louisburg  branch;  Oxford 
branch. 

(2d)  Points  on  the  Atlantic 
Coast  Line,  Smithfield  to 
Fayetteville,  not  including 
Smithfield;  Fayetteville  to 
Wilmington,  not  including 
Wilmington:  Fayetteville  to 
Sanford,  Fayetteville  to 
South  Carolina  state  line  via 
Parkton  and  Pembroke; 
Parkton  to  Maxton,  not  in- 
cluding Maxton;  Elrod  via 
Proctorville  and  Chadbourn 
to  South  Carolina  state  line 
just  beyond  Mount  Tabor; 
Wilmington  to  South  Caro- 
lina state  line  just  east  of 
Nichols,  S.  C.,  not  including 
Wilmington:  Point  on  the 
Seaboard  Air  Line,  Wil- 
mington to  Maxton,  not  in- 
cluding Wilmington  or  Max 
ton;  Raleigh  to  Aberdeen, 
not  including  Aberdeen; 
Pittsboro  branch:  All  points 
on  the  Aberdeen  &  Rockfish, 
not  including  Aberdeen:  All 
points  on  the  Virginia  & 
Carolina  Southern:  Points 
on  the  Alma,  Maxton  & 
Southbound:  All  points  on 
">e  ,?a'?jirh  &  Charleston  in 
North  Carolina:  Points  on 
™?  .Southe™.  Raleigh  to 
Winston-Salem,  inclusive; 


lumbia;  on,  east,  or  north  of  a 
line  drawn  from  Columbia  to 
Orangeburg,  not  including  Co- 
lumbia; on,  east,  or  north  of  the 
line  of  the  Southern,  Orange- 
burg  through  Branchville  to  and 
including  Charleston. 
(4b)  All  points  in  South  Carolina,  9 
other  than  those  included  in 
group  3b,  on,  north,  or  west  of 
the  line  of  the  Seaboard  Air 
Line,  Hamlet  to  Columbia;  on  or 
north  of  the  Columbia,  Newberry 
&  Laurens,  Columbia  to  New- 
berry;  on.  north,  or  west  of  the 
Southern,  Newberry  to  Green- 
wood; on,  or  north  of  the  Sea- 
board Air  Line,  Greenwood  to 
the  Savannah  River. 

Points  described  in  (4a) 23 

Points  described  in  (4b) 17 

Points  described  in  (4a) 23 

Points  described  in  (4b) 23 

Points  described  in   (4a) 39 

Points  described  in  (4b) 23 

Points  described  in  (4a) 34 

Points  described  in  (4b) 36 

(5a)     All  points  in  South  Carolina    10 
south  of  groups  4a  and   4b;   also 
points  in  Georgia  on  the  Charles- 
ton &  Western  Carolina. 
(5b)     Points  in  Georgia  on  or  south       9 
of  the  Southern,  Lula  to  the  Sa- 
vannah     River,      not      including 
Lula:  east  of  the  Southern,  Lula 
to    Athens;    and    on    or   north    of 
the    Seaboard   Air   Line,    Athens 
to   the   Savannah   River,   not  in- 
cluding Athens. 

Points  described  in  (5a) 21 

Points  described  in  (5b) 15 

Points  described  in  (5a) 21 

Points  described  in  (5b) 21 

Points  described  in  (5a) 34 

Points  described  in  (5b) 21 

Points  described  in   (5a) 32 

Points  described  in  (5b) 32 

(9)  All  points  in  the  state  of  8 
Georgia  on  or  north  of  the  Geor- 
gia R.  R.,  Augusta  to  Atlanta, 
not  including  Augusta;  on,  north, 
or  west  of  Atlanta  &  West  Point 
R.  R.,  Atlanta  to  West  Point,  in- 
clusive; excluding  that  portion  of 
Georgia  included  in  group  5b; 
also  excluding  points  the  short 
line  workable  routes  to  which 
from  North  Carolina  points  are 
via  the  line  of  the  Southern, 
through  Knoxville  and  Chatta- 
nooga, Tenn. 

Points  described  in   (9) 13 


Points  described  in   (9) 21 


Chapel  Hill  branch:  Raleigh 
on  the  Norfolk  Southern; 
Greensboro  on  the  Atlantic 
&  Yadkin. 

(2e)  Points  on  the  Atlantic  & 
Yadkin  (formerly  Southern), 
Greensboro  to  Sanford,  not 
inclusive,  but  including 
points  on  the  Ramseur 
branch;  Points  on  the  High 
Point,  Randleman,  Ashboro 
&  Southern  (formerly  South- 
ern), not  including  High 
Point:  Points  on  Southern, 
Lexington  to  Charlotte,  not 
including  Charlotte:  Wins- 
ton-Salem via  Barber  and 
Mooresville  to  Charlotte, 
not  including  Winston-Salem 
or  Charlotte;  Salisbury  to 
Statesville  inclusive:  Points 
on  Yadkin  R.  R.  (formerly 
Southern):  All  points  on 
Winston-Salem  Southbound, 
Winston-Salem  to  Wades- 
boro,  not  including  Wins- 
ton-Salem: Points  on  Nor- 
folk Southern,  Mount  Gilead 
to  Colon,  not  including 
Colon:  Ashboro  to  Aberdeen, 
inclusive:  Points  on  Sea- 
board Air  Line,  Aberdeen 
via  Hamlet  to  Monroe,  not 
including  Monroe;  Hamlet  to 
Maxton  inclusive;  Hamlet  to 
Gibson,  inclusive:  Points  in 
North  Carolina  between 
Hamlet  and  Cheraw:  Points 
on  Atlantic  Coast  Line, 
Maxton  to  South  Carolina 
state  line;  Wadesboro  to 
South  Carolina  state  line: 
Points  on  the  Laurinburg  & 
Southern,  Laurinburg  to 
Johns,  inclusive:  All  points 
on  the  Rockingham  Rail- 
road: Points  on  the  Ran- 
dolph &  Cumberland,  Cam- 
eron to  Carthage,  not  in- 
cluding Cameron. 

(2f)  Charlotte  and  points  on 
the  Seaboard  Air  Line, 
Charlotte  via  Monroe  to 
South  Carolina  state  line. 

Points  described  in   (la) 


Points  described  in   (9) 29 


Points  described  in  (Id). 

Points  described  in  (2d). 

Points  described  in  (2e). 

Points  described  in  (2f ) . 

Points  described  in  (la). 


(le)  All  points  in  zone  1,  as 
described  in  appendix  to  57 
I.  C.  C.,  523,  other  than 
those  described  in  (la). 

(2g)  Points  in  zone  2,  as  de- 
scribed in  appendix  to  57  I. 
C.  C.,  523.  north  of  Char- 
lotte, Norwood,  Aberdeen, 
and  Fayetteville,  including 
points  on  the  Atlantic  Coast 
Line,  Wilmington  to  Golds- 
boro, not  including  Wilm- 
ington: also  including  points 
on  the  Bllerbe  and  Jackson 
Springs  branches  of  the 
Norfolk  Southern. 

(2h)  Points  in  zone  2,  other 
than  those  described  in  (2g), 
and  all  points  in  North  Car- 
olina in  zones  3  and  4,  as 
described  in  the  appendix  to 
57  I.  C.  C..  523. 

Points  described  in   (la) 


Points  described  in    (le) 

Points  described  in   (2g) 

Points  described  in   (2h) 

(5c)  Points  in  zone  1  oh  the 
line  of  the  Atlantic  Coast 
Line  south  of  Weldon  to  and 
including  Goldsboro  and 
points  in  zones  1,  2.  3,  and 
4  west  of  the  line  of  the  At- 
lantic Coast  Line  between 
Weldon  and  Wilmington  and 
east  of  a  line  extending 
from  Durham.  N.  C.,  to 


Points  described  in   (9) 38 


(10)  Points  in  the  states  of  Ala-      7 
bama     and     Mississippi,     except 
points     on     and     north     of     the 
Southern        from        Chattanooga 
through  Decatur  and  Corinth  to 
the  Tennessee  state  line;  also  ex- 
cept points  the  short-line  work- 
able routes  to  which  from  North 
Carolina     points     are     via     the 
Southern   through  Knoxville  and 
Chattanooga;  and  points  in  Flor- 
ida  west    of   the    Chattahoochee 
and  Apalachicola  rivers. 

Points  described  in   (10) 13 

Points  described  in    (10) 18 

Points  described  in   (10) 23 

Points  described  in  (10) 28 

(11)  Points   in  Georgia  and   Flor-       8 
ida,  other  than  those  included  in 
(5b),    (9),   and   (13).   on.   east,   or 
north  of  the  following  line:    Sea- 
board      Air       Line,       Columbus 
through  Dawson  to  Albany;  At- 
lantic      Coast       Line,       Albany 
through  Tifton  and  Waycross  to 
and   including   Jacksonville,   Fla. 

Points  described  in  (11) 16 


Points  described  in   (11). 


25 


Points  described  in  (11). 


30 


(12)  Points    in    Georgia    west    or      7 
south    of    the    line    described    in 
(11):  and  points  in  Florida  east 

of  the  Chattahoochee  and  Apa- 
lachicola rivers,  other  than  points 
included  in  (11). 

Points  described  in   (12) 13 

Points  described  in  (12) 18 

Points  described  in  (12) 21 

(13)  Points   in  Tennessee   east  of 
a  line  extending  along  the  Cum- 
berland   River    from    the    Kent- 
tucky    state    line    to    Nashville, 
Tenn.;    thence    along    the    main 
line    of    the    Nashville,    Chatta- 
nooga  &    St.    Louis   to   the   Ala- 
bama state  line,  including  Nash- 
ville   and    points    on    said    main 
line,   and  points  in   Alabama  as 
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Kali'iKh.  along  the  line  of 
the  Southern,  thence  along 
the  line  of  the  Norfolk 
Southern  to  Fayettevllle. 
thence  along  the  line  of  the 
Atlantic  Coast  l,inc  through 
I  ',  inhtiike  tu  Ihi-  Snlltll  Car- 
Ollng  State  line,  excluding 

points  on  the  Clinton  branch 
of  tin-  \t  hiii tic  Coast  Line 
and  points  on  the  Wilming- 
ton, Brunswick  &  Southern. 
(/.ones  t.  2,  3.  and  4  are  as 
described  in  the  appendix  to 
tl  I.  C.  C.,  023.) 
I'nlnis  il.s. Tilled  In  (5c) 


(8)  Points  on  or  west  of  the 
Durham-Pembroke  line  de- 
scribed in  (5e)  to  but  not 
Including  Greensboro.  Star, 
and  Wadesboro. 

Points   described   in    (6) 

(7)  Greensboro,    Star,    and 
Wadesboro   and    points    west 
thereof  in  zones  1,   2,  and  4, 
as  described   in   appendix  to 
57  I.   C.   C..  523. 

Points  described   in    (7) 

(8)  Points   In   zone   1   east   of 
the     line     of     the     Atlantic 
Coast   Line   between  Weldon 
and    Goldsboro,     and     points 
in  zone  2  on  the  line  of  the 
Atlantic  Coast  Line  between 
Goldsboro    and    Wilmington, 
including  points  on  the  Clin- 
ton    branch    and    points    on 
the    Wilmington,    Brunswick 
&    Southern.      (Zones    1   and 
2    are    as    described    in    the 
appendix  to  57  I.  C.  C.,  523.) 


follows:    On  the  main  line  of  the 
Southern    west    of    Chattanooga, 
Tenn.,  to  and  Including  Decatur; 
mi  the  NimhviMe.  Chattanooga  & 

St.     Ixilli.s    lldl'th    Hi'    StevellSIIII    ami 

north  or  \ve.>,l  of  I  :i  iil«i  port;  also 
points  south  ol  the  'IVniie 
Kiver  anil  easl  of  the  line  of  thi1 
l,uui.s\ -ille  \-  Nashville.  Hlrmlng- 
hain  to  Decatur.  the  short-lim 
workable  routes  to  which  from 
North  Carolina  points  are  via  the 
line  of  the  Southern  through 
Knoxville  and  Chattanooga. 

(14)  Points  in  Tennessee  west  of  t 
the  line  described  in  (13);  and 
points  In  Mississippi  and  Ala- 
bama (other  than  those  Included 
in  13),  the  short-line  workable 
routes  to  which  from  North 
Carolina  points  are  via  the  line 
of  the  Southern  through  Knox- 
ville and  Chattanooga;  also 
points  In  Alabama  and  Missis- 
sippi as  follows:  On  and  north  of 
the  Southern  west  of  Chatta- 
nooga through  Decatur.  and  Cor- 
inth to  Middleton,  T'enn..  other 
than  points  included  In  (13). 

Points  described  in   (13) i 


Points  described   in    (14) 6 

Points  described   in    (13; 15 


Points  described   in   (14) 

Points  described  in  Tennessee. 
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•Kates  no  higher  than  the  rates  contemporaneously  maintained 
between  Richmond  or  Norfolk,  Va..  and  the  same  points  in  Tennessee. 

The  Commission  further  modified  the  second  paragraph  fol- 
lowing the  table  on  page  77  of  the  second  report  in  62  I.  C.  C. 
to  read  as  follows: 

We  find  that  the  rates  on  the  other  classes  from  and  to  the  North 
Carolina  points  should  be  constructed  by  applying  to  the  first  class 
rates  so  ascertained  the  same  percentages  of  first  class  us  are  con- 
temporaneously maintained,  in  the  case  of  such  other  classes,  with 
i,  spict  to  rates  from  and  to  Richmond  and  Norfolk  to  and  from  the 

.-•alile    points. 

With  regard  to  the  mileage  scale  proposed  by  the  carriers 
in  compliance  with  the  Commission's  holding  in  the  second 
report,  the  Commission,  in  this  third  report,  said: 

We  are  of  the  opinion  that  the  scale  proposed  by  the  defendants 
is  not  unreasonable  for  application  alternatively  with  the  group  rates, 
except  on  classes  A  and  B.  which  should  not  exceed  29  and  35  per 
eent.  respectively,  of  first  class.  Manifestly  it  will  be  used  only  in 
connection  with  comparatively  short  hauls,  for  the  group  rates  will 
be  less  for  the  longer  hauls,  in  many  cases  materially  less.  Were  the 
group  rates  to  he  abolished  and  a  distance  scale  substituted  for  gen- 
eral application,  undoubtedly  a  lower  scale  than  the  one  suggested 
would  be  appropriate;  but  for  alternative  application  only,  on  single- 
line  hauls,  the  scale  as  submitted  by  the  defendants  meets  with  our 
approval.  For  joint  hauls  the  rates  should  not  exceed  the  correspond- 
in),'  rates  for  single-line  hauls  by  amounts,  in  cents  per  100  pounds,  in 
excess  of  the  following: 

.es  123456ABCD 

I'itterentials  1210D8653433 

In  regard  to  the  class  rate  adjustment  between  eastern 
ports  and  interior  eastern  points  on  the  one  hand  and  Richmond, 
Norfolk  and  points  in  North  Carolina  in  zones  1  and  2  on  the 
oilier,  the  Commission  found  undue  prejudice  to  the  North 
Carolina  points  and  undue  preference  of  Richmond  and  Norfolk: 

(1)  To  the  extent  that  the  all-rail  rates  to  and  from  points  in  zone  1 
exceed   the  corresponding  rates  to  and   from   Richmond   by  more  than 
tin-  following  amounts  in  cents  per  100  pounds: 
Classes    ....    123456ABCD 

rentials 60     52     46     3S     31     26     17     21     16     14 

C2>     To  the  extent   that  all-rail    rates   to  and    from    points   In   zone 
2  exeeed  the  corresponding  rates  to  and  from  Richmond  by  more  than 
llowing  amounts  in  cents  per  100  pounds: 

Classes    .  1       2       3.4       5       6ABCD 

Dill,  initials    72     62     55     46     37     31     21     25     19     17 

(3)  To  the  extent  that  the  \vater-and-rail  rates  between  Balti- 
more and  zone  1  points  exceed  the  corresponding  all-water  rates  sub- 
ject to  our  jurisdiction  between  Baltimore  and  Norfolk  or  Richmond 
by  more  than  the  amounts  in  cents  per  100  pounds  specified  in  (1) 
above:  and  (41  to  the  extent  that  the  water-and-rail  rates  between 
Baltimore  and  zone  2  points  exceed  the  corresponding  all-water  rates 
subject  to  our  jurisdiction  between  Baltimore  and  Norfolk  or  Rich- 
mond by  more  than  the  amounts  in  cents  per  100  pounds  specified  in 
(2)  above. 

The  Commission  said  that  it  should  be  understood  that, 
where  the  class  rates  to  or  from  Richmond  or  Norfolk  are  sub- 
ject to  the  southern  classification,  the  named  differentials  should 


be  used  class  for  duns  tn  connection  with  the  correspondlnR 
class  rates  to  or  from  Richmond  or  Norfolk;  but  that  where 
UK-  class  rates  lo  or  from  Norfolk  are  subject  to  official  clan*!- 
flcatlon,  the  different ials  on  the  flint  nix  rlannen,  inclu.ilvr,  HhouM 
he  used  in  connection  with  the  conenpondinK  clans  lali-H  to  or 
lYoin  Richmond  or  Norfolk  anil  tin-  diffci  en!  ials  nn  clause*  A 
to  D,  inclUHive,  in  mimei 'lion  with  the  sixth  class  ralcH  to  or 
from  Richmond  or  Norfolk.  The  Commission  said  that  It  should 
be  further  understood  that  the  differentials  prescribed  are  to 
be  held  merely  as  maxima  and  that  the  actual  differentials  In 
many  cases  will  fall  below  these  maxima. 


MINOR  ORDERS  OF  THE  COMMISSION 

The  matters  and  things  involved  having  been  disposed  of  the 
Commission  has  dismissed  the  complaint  in  No.  12618,  Feeders 
Supply  Co.  vs.  C.  B.  &  Q. 

Upon  request  of  complainants  the  Commission  has  dismissed 
the  following  complaints:  12865,  General  Chemical  Co.  vs.  C.  &  A. 
et  al. ;  12464,  Monsanto  Chemical  Works  vs.  Director-General, 

A.  T.  &  S.  P.  et  al.;  12970,  Charleston  Traffic  Bureau  vs.  A.  C.  L. 
et  al.;  12627,  The  Hercules  Motor  Mfg.  Co.  vs.  Michigan  Central 
et  al.;    12463,   Monsanto   Chemical   Works   vs.   Director-General, 

B.  &  O.  et  al.;   12621,  The  Kaw  River  Sand  &  Material  Co.  vs. 
Director-General,  Arkansas  Central  et  al.;  and  11952,  Dave  Levite 
et  al.  vs.  Texas  &  Pacific  et  al. 

The  following  complaints  have  been  satisfied  and  have  been 
dismissed:  11782,  Consolidated  Coal  Co.  of  St.  Louis  vs.  Director- 
General,  Chicago,  West  Pullman  &  Southern  Ry.;  12895,  Morton 
Salt  Company  vs.  C.  &  O.  et  al.;  12763,  E.  I.  Du  Pont  de  Nemours 
&  Co.  vs.  Director-General  and  Raritan  River  R.  R.;  12902,  The 
Delaware,  Lackawanna  &  Western  R.  R.  Co.  vs.  Director-General ; 
12854,  Same  vs.  Same;  12502,  Chevrolet  Motor  Co.  of  St.  Louis 
vs.  Director-General,  C.  &  E.  I.  et  al.,  and  12503,  Chevrolet  Motor 
Co.  of  New  York  vs.  Director  General,  Grand  Trunk  Western 
et  al. 

Upon  request  of  complainants  the  Commission  has  dismissed 
the  following  complaints:  12747,  Merchants  &  Manufacturers 
Asso.  of  Baltimore  vs.  American  Railway  Express  Co.;  13153, 
The  King  Powder  Co.  vs.  Director-General;  12755,  Central  Wis- 
consin Supply  Co.  vs.  P.  C.  C.  &  St.  L.  et  al.,  and  12823,  Macon 
Chamber  of  Commerce  vs.  Bangor  &  Aroostook  et  al. 

The  following  complaints  have  been  satisfied  and  have  been 
dismissed:  12926,  Booth-Kelly  Lumber  Co.  vs.  Director-General 
and  Southern  Pacific;  12652,  The  Atlas  Portland  Cement  Co.  vs. 
Central  of  New  Jersey  et  al.;  13007,  George  T.  Bell  Co.  vs.  Ameri- 
can Railway  Express  Co.,  and  12476,  Rogers-Brown  Iron  Co.  vs. 
Director-General,  D.  L.  &  W.  et  al. 

The  order  in  No.  11028,  Lake  Superior  Paper  Co.,  Ltd.,  et  al. 
vs.  Director-General,  Ahnapee  &  Western  et  al.,  has  been  fur- 
ther modified  so  as  to  become  effective  March  20  instead  of 
December  20. 

The  Commission  has  reopened  for  further  hearing  No.  4181, 
second  industrial  railways  case,  with  respect  to  the  Bay  Ter- 
minal Railroad  Company,  Lakeside  &  Marblehead  Railroad  Com- 
pany, Valley  Railroad  Company  and  Lake  Erie  &  Fort  Wayne 
Railroad  Company.  The  effective  date  of  the  order  entered 
in  these  proceedings  has  been  postponed  until  the  further  order 
of  the  Commission. 

The  North  Packing  &  Provision  Co.,  John  P.  Squire  &  Co., 
John  P.  Squire  &  Co.,  Inc.;  White,  Pevey  &  Dexter  Co.;  Spring- 
field Provision  Co.;  Sperry  &  Barnes  Co.;  New  England  Dressed 
Meat  &  Wool  Co.;  Comstock  &  Co.;  Kimball  &  Colwell  Co.; 
Rohe  &  Brother;  Jacob  Dold  Packing  Co.,  and  Corkran,  Hill 
&  Co.  have  been  permitted  to  intervene  in  No.  12630,  the  Na- 
tional Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

On  petition  of  the  Texas  &  Pacific  Railway  for  increases 
on  sugar  cane  in  Louisiana,  the  Commission  has  reopened  for 
oral  argument  No.  11863,  Louisiana  rates,  fares  and  charges,  in 
so  far  as  it  applies  to  rates  on  sugar  cane  in  Louisiana. 

The  Louisville  Board  of  Trade  has  been  permitted  to  inter- 
vene in  No.  12984,  the  Exchange  of  the  Cincinnati  Grain  and 
Hay  Exchange  Co.  vs.  B.  &  O.  et  al. 

The  Illinois  Coal  Traffic  Bureau  has  been  permitted  to 
intervene  in  No.  13173,  Milwaukee  Association  of  Commerce  vs. 

C.  M.  &  St.  P.  et  al. 


PAYMENTS   TO    CARRIERS 

The  United  States  Railroad  Administration  reports  the  fol- 
lowing final  settlements,  and  has  paid  out  to  the  several  roads 
the  following  amounts:  Pere  Marquette  Railway  Company, 
$750,000;  Marquette  &  Bessemer  Dock  &  Navigation  Company. 
$60,000. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  federal  control. 

The  Commission  has  issued  a  partial  payment  certificate 
in  favor  of  the  Carolina  &  Northeastern  Railroad  Company  for 
$10,000. 
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Tentative  Reports  of  the  Commission 


CLASS  RATES  FROM  CORINTH,  MISS. 

In  a  tentative  report  on  No.  11741,  Corinth  Grocery  Co.  vs. 
Mobile  &  Ohio,  Examiner  P.  F.  Gault  has  recommended  a  hold- 
ing that  the  class  rates  from  Corinth,  Miss.,  to  points  in  Ten- 
nessee, between  Corinth  and  Jackson,  had  been  shown  unreason- 
able and  unduly  prejudicial  to  Corinth  and  its  shippers  as  com- 
pared with  the  class  rates  to  the  same  points  from  Jackson. 
He  said  the  undue  prejudice  should  be  removed  by  increasing 
the  rates  from  Jackson  and  by  reducing  the  rates  from  Corinth 
so  that  they  will  not  be  higher  or  lower  than  those  shown  in 
a  table  of  rates  attached  to  the  report.  That  scale  begins  with 
rates  as  follows: 

For  5  miles  or  less,  on  the  ten  classes:    36,  31,  27.5,  23,  18.5, 

15  5    10.5,   12.5,  9.5,  and  8.5.     For  25  miles,  but  not  more  than 
30:   51,  44,  39,  32.5,  26.5,  22,  15.5,  19,  14.5  and  13.     For  50  miles 
and  not  more  than  55:   66,  57,  50,  42.5,  34.5,  28.5,  19,  23,  18,  and 

16  cents.     For  more  than  55  miles,  but  not  more  than  60:     69, 
59.5,  52.5,  44,  36,  29.5,  20,  24,  18.5,  and  16.5. 

There  was  no  dispute  about  the  undue  prejudice  in  this 
case.  It  was  admitted.  What  dispute  there  was,  was  as  to  the 
method  to  be  used  in  removing  it.  Corinth  is  the  first  station 
south  of  the  Tennessee-Mississippi  line.  The  Mobile  &  Ohio 
contended  that  the  depressed  rate  should  be  increased  to  the 
level  of  those  applying  from  Corinth,  while  the  complainant  sug- 
gested the  lower  rates  applicable  between  the  points  in  Ten- 
ness.  The  examiner  disposed  of  the  matter  by  proposing  a  scale 
between  the  two  extremes. 


DISTANCE  SCALES  ON  FLOUR 

Application  of  the  distance  scales  prescribed  by  the  Com- 
mission in  the  Shreveport  case  to  flour,  wheat,  and  hay  and 
articles  taking  the  same  rates  from  points  in  Oklahoma  to  points 
in  Texas  has  been  recommended  by  Examiner  J.  P.  McGrath 
in  a  report  on  No.  12244,  Corporation  Commission  of  Oklahoma 
vs.  Abilene  &  Southern  et  al.  He  said  the  Commission  should 
hold  the  attacked  rates  unreasonable  and  unduly  prejudicial  be- 
cause and  to  the  extent  that  they  exceed  rates  in  Texas  common 
point  territory  for  comparable  distances.  He  said  that  rates 
on  the  same  commodities  from  all  points  in  Oklahoma  to  des- 
tinations in  differential  territory  in  Texas  should  not  exceed 
the  maxima  fixed  by  the  Shreveport  scale  by  more  than  the 
differentials  for  corresponding  movements  applied  between  points 
in  Texas  common  point  territory  and  Texas  differential  terri- 
tory. 

At  present  rates  on  the  commodities  in  question  are  on  a 
group  basis,  there  being  three  destination  groups  and  one  group 
of  origin,  namely,  the  whole  of  Oklahoma,  except  a  sub-group 
in  the  southern  half  of  Oklahoma  from  which  there  is  an  ad- 
justment to  a  subdivision  in  group  1  of  destination  territory. 
Adoption  of  the  examiner's  recommendation  would  have  the 
effect  of  abolishing  these  groups  of  origin  and  destination  and 
the  substitution  therefor  of  the  Shreveport  scale. 


ST.  LOUIS  DISTRICT  CLASS  SCALES 

Attorney-Examiner  Charles  F.  Gerry,  in  a  report  on  No. 
11339,  St.  Louis  Chamber  of  Commerce  et  al.  vs.  Terminal  Rail- 
road Association  of  St.  Louis,  Director-General,  et  al.,  and  seven- 
teen related  cases,  has  recommended  condemnation  by  the  Com- 
mission of  the  application  of  the  minimum  class  scale  of  rates 
beginning  with  25  cents  per  100  pounds  first  class  established 
by  the  Director-General,  to  traffic  between  St.  Louis,  East  St. 
Louis,  and  other  points  within  the  St.  Louis-East  St.  Louis 
switching  district  and  between  points  in  that  district  between 
June  25  and  September  25,  1918,  as  unreasonable  because  and 
to  the  extent  that  the  rates  made  by  that  scale  exceeded  three 
cents  per  100  pounds  subject  to  a  minimum  charge  of  $15  per 
car.  Gerry  also  recommended  reparation  to  the  flat  basis  of 
three  cents  per  100  pounds. 

As  to  the  minimum  charge  of  $15  per  car  applied  in  con- 
nection with  class  and  commodity  rates  for  the  same  movement, 
he  said  that  the  testimony  had  not  shown  it  to  be  unreasonable  or 
otherwise  unlawful. 

With  regard  to  the  commodity  rates  on  sand  and  coke  from 
the  loading  plant  of  the  Missouri  Portland  Company  to  points 
within  the  St.  Louis  switching  district  subject  to  a  minimum  of 
$5  per  car,  Gerry  said  the  Commission  should  hold  them  unrea- 
sonable between  June  25  and  November  26,  1918,  to  the  extent 
that  they  exceeded  the  aggregate  of  the  rates  in  effect  January 
15,  1919;  to  destinations  on  the  North  St.  Louis  line  of  the 
Wabash  from  June  25,  1918,  to  January  17,  1919,  to  the  extent 
that  they  exceeded  the  aggregate  of  the  rates  in  effect  on  Janu- 
ary 18,  1919;  to  other  destinations  on  the  Wabash  from  June  25 
to  December  19,  1919,  to  the  extent  that  they  exceeded  the  ag- 


gregates in  effect  on  December  20,  1918,  and,  to  destinations  on 
the  Rock  Island  between  June  25,  1918,  and  March  23,  1919,  to 
the  extent  that  they  exceeded  the  aggregate  of  the  rates  in 
effect  on  March  24,  1919. 

Gerry  further  recommended  a  finding  that  the  rate  on  coke 
from  the  plant  of  the  Laclede  Gas  Company  at  Catalan  Street  to 
the  plant  of  the  Mississippi  Valley  Iron  Company  at  Soper 
Street  from  June  25  to  November  26,  1918,  was  unreasonable  to 
the  extent  that  it  exceeded  one  cent  per  100  pounds  and  that 
reparation  should  be  made  to  that  basis. 

A  still  further  finding  recommended  is  that  the  rates  on 
cement  from  the  plant  of  the  Missouri  Portland  Cement  Company 
at  Prospect  Hill  to  points  within  the  St.  Louis-East  St.  Louis 
switching  district  from  June  25  to  December  9,  1919,  and  from 
that  company's  plant  at  Sugar  Creek  to  points  within  the  Kan- 
sas City  switching  district  from  June' 25  to  November  24,  1918, 
were  not  unreasonable  or  otherwise  unlawful. 

The  recommendations  amount  to  an  advice  that  the  Com- 
mission hold  as  reasonable  adjustments  made  by  the  Railroad 
Administration  on  various  dates  after  September  25,  1918,  and 
that  reparation  be  made  to  the  bases  of  rates  established  on  the 
various  dates  before  mentioned.  Because  the  rates  are  in  effect 
no  order  for  the  future  is  necessary. 

Gerry  said  that  the  complaints  in  Nos.  11019,  Missouri  Port- 
land Cement  Co.  vs.  Director-General,  and  11288,  same  vs.  Di- 
rector-General and  Manufacturers  Railway  Co.,  should  be  dis- 
missed. 


RATE  ON  DUMP  CARS 

In  a  tentative  report,  containing  many  observations  about 
the  frailties  and  inexactness  of  language,  Attorney-Examiner  W. 
B  Hunter  has  recommended  a  holding  of  unreasonableness  and 
an  award  of  reparation  in  No.  12649,  State  Highway  Department 
of  Texas  vs.  Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  et  al. 
He  thinks  the  Commission  should  hold  applicable  a  rate  of  94.5 
cents  published  for  "flat  car  bodies,  iron  or  steel,"  to  small 
dump  cars,  built  for  war  purposes,  but  subsequently  sold  to  the 
state  of  Texas,  shipped  from  Pittsburgh  to  San  Antonio  in  Sep- 
tember, 1920.  The  cars  had  wooden  floors  and  detachable 
wooden  sides,  which  were  sent  along  crated.  The  carriers  im- 
posed a  rate  of  Jl.GO  on  the  theory  that  the  cars  in  question 
were  railway  cars  with  more  than  four  wheels  k.  d.,  n.  o.  i.  b.  n. 
Mr.  Hunter  called  attention  to  the  fact  that  the  term  "flat  car" 
is  applied  to  cars  having  low  sides  and  that  while  precision  is 
often  well  nigh  impossible  in  tariff  description  he  thought  the 
description  in  the  tariff  in  question  covered  the  dump  cars  that 
were  shipped  for  the  account  of  the  state  of  Texas  and  recom- 
mended an  award  of  reparation  to  the  basis  of  the  94.5  cents 
rate. 


FORT    WORTH    REPARATION 

A  report  on  further  hearing  on  No.  11935.  Swift  &  Co.  et  al. 
vs.  Fort  Worth  &  Denver  City  et  al.,  by  Examiner  R.  L.  Shanafelt 
recommends  specific  sums  as  reparation  on  account  of  unreason- 
able rates  to  and  from  industries  on  the  Fort  Worth  Belt  Rail- 
way in  1920  and  1921.  The  belt  railway  in  August,  1920,  in- 
creased its  charges  in  accordance  with  decision  of  the  Commis- 
sion. The  trunk  lines  limited  their  absorptions  so  that  the  ship- 
pers, to  obtain  service,  had  to  pay  the  difference.  In  the  orig- 
inal report,  Gl  I.  C.  C.  77,  the  Commission  held  the  increased 
charges  unreasonable.  The  amounts  due,  none  in*  excess  of 
$500,  were  found  by  Shanafelt  and  recommended  by  him  for 
approval  by  the  Commission. 

RATE   ON   ALUM 

A  holding  of  unreasonableness  and  an  award  of  reparation 
has  been  recommended  by  Attorney-Examiner  Charles  F.  Gerry 
in  a  report  on  No.  12833,  sub.  No.  1,  Kalbfleish  Corporation  vs. 
Central  of  Georgia  et  al.  He  thinks  the  Commission  should  con- 
demn the  sixth  class  rate  of  55.8  on  a  carload  of  alum,  shipped 
rail-and-ocean  from  Chattanooga  to  Lodi,  N.  J.,  in  May,  1917, 
as  unreasonable  because  and  to  the  extent  of  its  excess  over  a 
subsequently  established  rate  of  $6.62  per,  not  including  marine 
insurance.  Gerry  said  the  Commission  could  not  pass  upon  the 
validity  of  the  marine  insurance  rate  used  in  computing  the 
total  charge.  The  complainant,  however,  said  it  was  willing  to 
pay  it.  It  was  15  cents  per  $100  of  valuation. 

RATE  ON  SAND 

Attorney-Examiner  Arthur  R.  Mackley  has  recommended  the 
dismissal  of  No.  12125,  American  Magnesia  Products  Co.  vs. 
Muscatine,  Burlington  &  Southern  et  al.,  on  a  holding  that  a 
rate  of  11  cents  per  100  pounds  on  43  carloads  of  river  sand 
from  Muscatine,  la.,  to  Hawthorne,  in  the  Chicago  switching 
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dislrict,  shipped  in  July  and  August,  1920,  was  not  unreasonable 
or  otherwise  unlawful.  Contemporaneously  :i  rule  of  "p  cent.) 
prevailed  on  the  Hock  island,  but  on  account  of  the  prompter 
di  livery  via  the  Burlington  that  route  was  used.  Prior  and 
subsequent  shipments  were  and  have  been'  made  via  the  Burling- 
ton. The  11-cent  rate  yielded  a  ton-mile  of  about  nine  mills. 
Rates  for  comparable  distances  in  other  parts  of  the  country 
yielded  as  little  as  3.7  mills  per  ton-mile.  The  Burlington  checked 
i hat  testimony  by  showing  rates  that  yielded  as  much  as  12.7 
mills.  That  constrained  Mackley  to  recommend  the  holding  be- 
fore mentioned. 


RATE  ON   PETROLEUM 

Kxiuniner  C.  1.  Kephart,  in  a  report  on  No.  12435,  Empire 
lietineries,  Inc.,  et  al.  vs.  C.  R.  I.  &  P.  et  al.,  recommended  a 
finding  of  unreasonableness  and  an  award  of  reparation  as  to 
the  charges  on  two  tank  car  loads  of  refined  petroleum  oil 
shipped  from  Ponca  City,  Okla.,  to  Beaver,  Okla.  He  also  rec- 
ommended a  holding  that  the  applicable  rates  from  Oklahoma 
City  to  Beaver  were  not  unreasonable.  A  rate  of  54  cents  was 
imposed  on  the  refined  oil  shipments  from  Ponca  City  to  Beaver 
during  federal  control.  He  said  that  that  rate  should  be  held 
unreasonable  because  and  to  the  extent  that  it  exceeded  44  cents. 


COMMISSION  RETURNS  BRIEFS 

The  Traffic  World  Washington  Bureau 

The  Commission,  as  warning  to  complainants  and  their  at- 
torneys that  the  whole  of  rule  14  in  the  rules  of  practice  must 
be  observed,  has  recently  returned  to  them  briefs  filed  in  cases 
involving  a  relationship  of  rates,  or  a  charge  of  undue  prejudice, 
because  the  writers  did  not  include  outline  maps  to  illustrate 
the  text.  The  briefs  returned  covered  what  looked  like  particu- 
larly complex  cases  of  undue  prejudice  or  relationship,  and, 
according  to  the  examiners  who  complained  to  the  Commission 
because  the  maps  were  not  included,  the  failure  to  include  the 
outline  maps  made  already  difficult  cases  harder  to  understand 
than  necessary. 

In  a  recent  argument  Chairman  McChord  criticised  what 
an  attorney  had  said  in  his  brief  about  the  failure  of  the  exam- 
iner either  to  understand  the  record  or  to  stick  to  it  when  he 
made  his  tentative  report.  The  chairman  called  the  attention 
of  the  attorney  to  the  fact  that  he  had  ignored  that  part  of  rule 
14  which  requires  the  inclusion  of  an  outline  map  to  illustrate 
the  text.  Mr.  McChord  admonished  him  to  do  his  share  toward 
making  difficult  matters  plain  before  criticising  examiners  for 
failing  to  obtain  the  impression  from  words  about  geographical 
facts  which  a  map,  such  as  the  rules  require,  would  probably 
have  made  almost  if  not  entirely  obvious. 


WOULD  WITHHOLD  CERTIFICATE 

The  Traffic   World   Washington  Bureau 

Although  the  branch  road  has  been  constructed,  Attorney- 
Examiner  Ray  W.  Clarke,  in  a  report  on  finance  docket  No. 
36,  advises  the  commission  to  deny  a  certificate  of  public  con- 
venience and  necessity  for  the  construction  of  a  branch  line  by 
the  Utah  Terminal  Company,  for  a  distance  of  3.64  miles  in 
Spring  Canyon.  Carbon  County,  Utah.  The  application  was  filed 
August  12,  1920,  three  months  after  the  Utah  commission  had 
issued  a  certificate.  Construction  was  begun  about  thirty  days 
prior  to  the  filing  of  the  application  for  a  federal  permit. 

The  branch  line  competes  with  the  Denver  &  Rio  Grande 
branch  up  the  same  canyon.  It  connects  with  the  Harriman 
lines  and  gives  the  mines  in  that  canyon  competition  between 
two  lines  to  the  Pacific  coast  and  to  points  throughout  the 
inter-mountain  country. 

In  one  of  the  summing-up  paragraphs  written  by  the  exam- 
iner the  implication  was  set  forth  that  failure  of  the  federal 
body  to  issue  such  a  certificate  would  make  it  impossible  for 
the  branch  line  to  participate  in  interstate  commerce. 

"The  circumstance  that  the  line  has  been  built  and  is  in 
operation,"  said  Clarke,  "should  not  enter  into  the  solution  of 
the  problem  inasmuch  as  the  applicant  entered  upon  the  con- 
struction of  the  line  with  full  knowledge  that  it  could  not  engage 
in  interstate  commerce  over  the  same  until  it  had  applied  for 
and  received  the  certificate  sought  in  this  proceeding." 

The  branch  line  was  built  at  a  cost  of  about  $200,000  by 
three  coal  mining  companies  operating  in  Spring  Canyon.  They 
built  it,  they  said,  because  the  Denver  &  Rio  Grande  was  not 
able  to  furnish  enough  cars  to  enable  them  to  market  coal  for 
which  they  had  orders.  They  also  said  that  they  desired  to 
have  a  connection  with  the  Harriman  system  on  account  of  the 
wider  market  that  would  be  furnished  over  that  larger  system. 
On  account  of  the  first  mentioned  desire  the  investigation  by 
the  Interstate  Commerce  Commission  went  largely  to  an  ascer- 
tainment of  the  capacity  of  the  Denver  &  Rio  Grande  branch. 
The  applicant  contended  that  the  Denver  could  not  handle  more 
than  140  cars  a  day  on  its  branch  line.  The  Denver  road  in- 
sisted that  its  branch  was  capable  of  handling  as  many  as  420 
loads  and  as  many  empties  in  24  hours.  The  examiner  said  that 
by  building  additional  tracks  at  Spring  Canyon  Junction  a  con- 


siderable number  of  additional  loadtt  could  be  handled  If  the 
output  of  the  mines  should  Increase  so  as  to  warrant  the  con- 
st motion.  He  said  that  operation  over  the  full  24  hours  of  each 
day  was  considered  practicable,  but  that  larger  movement  was 
impossible  because  the  tail  tracks  at  some  of  the  mines  were  not 
adequate  at  the  time  of  the  hearings  to  receive  the  daily  allot- 
ment of  the  mines.  He  said  that  the  question  as  to  the  ability 
of  the  Denver  to  handle  additional  traffic  would  have  to  be  re- 
solved, on  the  record,  in  favor  of  the  Denver.  He  said  that 
even  should  there  be  another  coal  shortage  the  record  did  not 
indicate  that  consumers  would  fail  to  receive  a  considerable 
amount  of  fuel  through  any  failure  of  the  Denver  road. 

"Some  advantage  doubtless  would  accrue  to  the  three  mining 
companies  which  control  the  stock  of  the  applicant  If  the  serv- 
ices of  a  competing  line  were  available,"  said  Clarke,  "but  the 
very  fact  of  such  ownership  of  the  applicant's  stock  raises  ques- 
tions of  public  policy  which  should  not  be  answered  In  favor  of 
the  applicant  on  the  showing  made  in  this  case.  The  term 
'public  convenience  and  necessity'  has  been  defined  as  'a  strong 
or  urgent  public  need.'  Wis.  Tel.  Co.  vs.  Railroad  Com.,  162  Wis. 
383;  156  N.  W.  614.  A  public  need  can  hardly  be  predicated 
upon  the  demand  of  three  shippers  who  may  desire  to  introduce 
the  element  of  competition  in  order  to  improve  their  own  posi- 
tion. A  line  of  railroad  owned  and  controlled  by  the  only  three 
shippers  who  will  make  any  substantial  use  of  it  presents  a 
,  situation  somewhat  inconsistent  with  the  spirit  and  purpose  of 
announced  legislative  policy.  United  States  vs.  Reading  Co., 
253  U.  S.  26,  and  while  certain  sections  of  the  transportation  act, 
1920,  may  be  said  to  indicate  a  purpose  to  preserve  and  foster 
competition  between  carriers  in  certain  respects,  the  provisions 
of  paragraph  18,  section  1,  of  the  interstate  commerce  act,  as 
amended,  indicate  that  with  respect  to  new  lines  of  railroad  it 
was  the  intention  to  prevent  the  introduction  of  competition  in 
cases  where  existing  facilities  are  adequate  or  can  be  made  so 
by  the  exercise  of  other  available  administrative  remedies." 


LIVE  STOCK  RATE  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

The  Commission  has  instituted  a  general  investigation  in 
Docket  No.  13273  into  relationship  between  state  and  interstate 
rates  on  ordinary  live  stock  from  all  points  in  Nebraska  to 
Omaha,  South  Omaha,  Kansas  City,  St.  Joseph  and  Sioux  City, 
with  a  view  to  prescribing  rates  that  will  remove  undue  preju- 
dice supposed  to  be  caused  by  state  rates.  The  Nebraska  com- 
mission has  been  invited  to  co-operate  by  sitting  with  the  federal 
body  or  designating  one  of  its  members  to  participate. 


LIVE  STOCK  RULE  CONDEMNED 

The  Traffic  World  Washington  Bureau 

In  I.  and  S.  1377  the  Commission  has  condemned  as  un- 
justified the  rule  providing  for  substitution  of  single  deck  for 
double  deck  live  stock  cars  in  Official  -Classification  territory.  If 
and  when  more  than  twenty  double  deck  cars  are  ordered,  pro- 
vided the  stock  offered  could  have  been  transported  in  standard 
double  deck  cars  of  the  number  ordered.  The  condemnation, 
however,  is  without  prejudice  to  the  establishment  of  that  rule 
so  as  to  make  it  apply  if  more  than  twenty  double  decks  are 
ordered. 


CREOSOTING  IN  TRANSIT 

The  Traffic   World   Washington  Bureau 

One  of  the  most  important  questions  as  to  the  power  of  the 
Commission  that  has  reached  the  supreme  court  of  the  United 
States  in  recent  months  was  argued  in  that  tribunal  November 
15,  when  L.  Wolf  BikhS  and  A.  H.  Elder,  for  the  northern  and 
eastern  trunk  lines,  Walter  McFarland  for  the  Commission,  and 
Blackburn  B.  Esterline  for  the  department  of  justice,  discussed 
the  legal  propositions  involved  in  Central  Railroad  Company  of 
New  Jersey  and  Pennsylvania  Railroad  Company  et  al.  vs.  United 
States  of  America  and  Interstate  Commerce  Commission.  The 
case  is  on  appeal  from  the  federal  court  for  the  district  of  New 
Jersey. 

The  case  grew  out  of  the  order  of  the  Commission  in  No. 
10582,  American  Creosoting  Co.  vs.  Central  of  New  Jersey  et  al., 
requiring  the  two  railroads  mentioned  in  the  title  to  remove 
what  it  had  found  to  be  undue  prejudice  against  the  complainant, 
arising  from  the  fact  that  they  participate  in  joint  rates  on 
lumber  from  the  south,  which  allow  creosoting  in  transit,  while 
refusing  to  give  the  creosoting  privilege  on  lumber  at  the  plant 
of  the  complainant,  at  Newark,  N.  J. 

In  disposing  of  the  case,  the  Commission  adopted  the  theory 
that  by  participating  in  tho  joint  rates  made  by  the  originating 
carriers,  which  allow  creosoting  in  transit  on  their  own  lines, 
the  appellants  made  themselves  responsible  for  the  consequences 
of  the  grant  of  the  privilege  at  one  place  on  the  through  route 
and  the  withholding  of  it  from  some  place  on  the  line  of  the 
connecting  or  delivering  carrier. 

The  carriers  contended  that  the  third  section  is  aimed  at 
discriminations  for  which  a  carrier  before  the  Commission  is 
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responsible,    and    one   which    it   can    remove   without    appealing 
for  help  to  any  of  its  connections. 

"The  principle  on  which  the  appellants  (railroad  companies^ 
rely  is  not  an  academic  one,  but  one  of  the  utmost  consequence," 
argued  the  carriers.  "As  the  facts  found  by  the  Commission 
disclose,  the  cart-iers  operating  in  trunk  line  territory  have 
steadfastly  refrained  from  establishing  in  the  territory  which 
they  serve  the  privilege  of  creosoting-in-transit.  The  obvious 
depletion  of  revenues  which  would  result  is  a  sufficient  reason 
for  this  policy  but,  added  to  this,  is  the  fear  that  the  extension 
of  such  transit  privileges  would  tend  to  break  down  the  rate 
structure. 

"In  this  case,  for  example,  the  effort  is  made  to  constrain 
The  Pennsylvania  Railroad  Company  and  the  Central  Railroad 
Company  of  New  Jersey,  and  the  other  carriers  less  immediately, 
to  establish  on  their  lines  a  practice  which  they  regard  as 
inimical  to  their  interests,  and  not  necessary  for  the  proper 
service  of  their  patrons.  The  Commission  finds  that  their  de- 
cision in  this  regard  is  not  unreasonable,  but  because  some  con- 
necting lines,  over  which  they  have  no  control,  establish  local 
privileges  without  any  participation  on  their  part,  they  are  to 
be  required  to  do  the  same  or  withdraw  from  the  traffic, 
this  principle  is  sound  with  respect  to  creosoting-in-transit.  it 
would  seem  to  apply  to  all  transit  practices,  to  storage,  elevation, 
icing,  feeding  of  cattle,  demurrage,  weighing,  etc. 

"For  instance,  it  will  be  permissible  to  charge  a  carrier 
serving  the  Atlantic  Seaboard  ports  with  discrimination  if  it 
does  not  maintain  the  same  regulations  and  practices  at  the 
Atlantic  Seaboard  as  are  maintained  by  different  lines  serving 
the  Gulf  ports.  It  is  no  answer  to  say  that  it  will  remain  for 
the  Commission  to  determine,  as  a  question  of  fact,  whether 
such  differential  practices  create  undue  preference  or  discrimina- 
tion. 

"If  the  Commission  were  right,  a  carrier  would  cease  to 
be  able  to  determine  what  policies  shall  prevail  on  its  own  road, 
and. this  control  would  pass  to  its  connections. 

"Moreover,  it  should  be  remembered  that  the  legality  or 
the  illegality  of  its  practice  is  made  to  depend,  not  on  its  act, 
but  on  an  unrelated  circumstance,  viz..  the  acts  of  its  connec- 
tions. In  the  present  case,  for  example,  if  the  lines  in  the 
southern  or  western  territory  should  withdraw  the  transit  priv- 
ilege, the  appellants  would  immediately  cease,  in  the  eyes  of 
the  Interstate  Commerce  Commission,  to  be  free  from  any  viola- 
tion of  law.  What  is  to  be  said  of  the  case  where  certain  of 
the  connections  of  carrier  A  maintain  one  practice,  and  other 
connections  maintain  another  practice?  In  this  case  carrier  A 
cannot  ehoose  but  disobey  the  law  if  the  Commission's  views 
are  upheld.  If  A  refrains  from  establishing  the  practice,  he 
is  guilty  of  discrimination.  If  he  establishes  the  practice  in 
accord  with  that  on  the  lines  of  the  first  class  of  connections, 
he  is  guilty  of  discrimination  because  of  the  difference  which 
exists  between  such  practices  and  those  established  on  the  second 
group  of  carriers;  and  also  if  he  follows  the  practices  on  the 
lines  of  the  second  group  of  carriers." 

The  Commission  and  the  government,  in  their  argument, 
proceeded  upon  the  assumption  that  the  railroads  providing  for 
the  through  movement  of  lumber,  on  which  one  of  the  partners, 
locally,  allows  creosoting,  were  partners  and  collectively  made 
possible  the  discrimination  against  the  complainant  before  the 
Commission. 

"While  it  is  true  that  the  appellants  do  not  publish  the 
transit  services  accorded  to  the  American  Creosoting  Company's 
favored  competitors,  it  is  equally  true  that  their  partners  in 
the  joint  through  rates  do  publish  them,"  said  Mr.  McFarland, 
"and  that  by  continuing  to  participate  in  the  joint  through  rates 
appellants  have  made  possible,  and  have  made  themselves  effec- 
tive instrumentalities  in  the  execution  of  the  undue  prejudice 
condemned  by  the  Commission. 

"There  is  no  question  as  to  the  injury  sustained  by  that 
company.  The  Commission  has  found  that  undue  prejudice 
exists  and  has  directed  its  removal. 

"Appellants  resist  the  order  on  the  ground  that  they  are 
not  parties  to  the  local  tariffs  according  transit  in  connection 
with  the  joint  through  rate  at  other  points  on  the  through  route. 
They  allege  that  to  establish  transit  at  Newark  would  result 
in  depriving  them  of  their  property  and  also  that  it  would  be 
contrary  to  their  policy  regarding  the  establishment  of  transit. 

"With  regard  to  the  allegations  concerning  deprivation  of 
property,  a  complete  answer  is  that  nothing  in  the  Commission's 
order  prevents  the  appellants  from  making  a  reasonable  charge 
for  the  transit  service  if  they  elect  to  obey  the  order  by  estab- 
lishing transit  at  Newark.  The  court's  attention  is  also  invited 
to  the  fact  that  under  section  15-a  of  the  interstate  commerce 
act  the  Commission  is  required  to  initiate  rates  which  will  yield 
to  carriers  in  rate  groups  established  by  the  Commission  a  fair 
return  upon  the  aggregate  value  of  their  railroad  property  in 
the  respective  groups  devoted  to  the  public  service.  In  Increased 
Rates,  1920,  supra,  the  appellants,  among  other  carriers,  were 
accorded  greatly  increased  rates. 

"The  fact  that  a  carrier  has  a  certain  policy  can  have  no 
bearing  upon  its  duty  to  obey  the  statute  and  lawful  orders  made 
pursuant  thereto.  Otherwise  the  rights  of  the  public  would 
depend  upon  the  whims  of  the  carriers  and  conditions  would 


be  intolerable,  particularly  where,  as  here,  different  carriers 
have  conflicting  policies. 

"The  appellants  have,  collectively,  made  possible  the  undue 
prejudice  against  the  American  Creosoting  Co.  Collectively  they 
can,  beyond  question,  remove  such  undue  prejudice.  That  is,  if 
the  transit  service  is  established  at  Newark,  both  the  American 
Creosoting  Co.  and  its  now  favored  competitors  can  ship  on  the 
basis  of  the  joint  through  rates,  plus  transit  charges,  if  any; 
while  if  the  joint  rates  through  Newark  are  cancelled  or  con- 
currence in  such  rates  is  limited  to  joint  rates  in  connection 
with  which  no  transit  is  permitted  all  parties  must  pay  the 
higher  combination  rates. 

"The  question  before  the  court  is,  Does  the  fact  that  appel- 
lants do  not  participate  in  the  local  transit  tariffs,  according  to 
the  transit  service  in  connection  with  the  joint  through  rates, 
render  invalid  an  otherwise  valid  order  of  the  Commission  and 
make  it  impossible  to  remove  undue  prejudice  resulting  from 
the  concerted  action  of  a  number  of  carriers,  although  such 
undue  prejudice  could  be  removed  if  only  one  carrier  were 
involved?" 


BOSTON  TERMINAL  VALUATION 

The  Traffic  World  Washington  Bureau 

The  South  Station  in  Boston,  through  which  more  passen- 
gers are  said  to  go  to  and  from  trains  than  any  other  in  the 
world,  technically  known  as  the  Boston  Terminal  Company,  has 
property  to  which  the  Commission  has  tentatively  assigned  a 
final  value  of  $19,910,500.  The  terminal  company  is  owned  by 
the  New  Haven  and  its  affiliated  roads,  and  the  New  York  Cen- 
tral, the  last  mentioned  company  being  represented  as  a  pro- 
prietor by  its  subsidiary,  the  Boston  &  Albany. 

Original  cost  of  all  the  property  used  for  common  carrier 
purposes  to  the  date  of  valuation,  as  of  June  30,  1915,  the  Com- 
mission reported,  could  not  be  ascertained.  The  original  cost 
of  all  the  property,  some  of  which  is  used  for  purposes  other 
than  those  of  a  common  carrier,  was  found  to  have  been  $12,- 
331,470.  To  that,  the  report  said,  should  be  added  $2,987,049, 
representing  the  cost  of  common  carrier  lands  already  devoted 
to  common  carrier  purposes  when  acquired,  making  a  total  of 
$15,318,519. 

Cost  of  reproduction  new,  exclusive  of  land,  was  set  down 
as  being  $6,527,116;  and  the  cost  of  reproduction,  less  deprecia- 
tion, $5,224,722. 

The  company  owns  no  equipment.  The  books  of  the  com- 
pany, on  the  day  of  valuation,  showed  investment  in  road,  in- 
cluding lands,  of  $15,458,562.  The  Commission  said  that  when 
certain  readjustments,  explained  in  an  appendix,  had  been  made 
the  investment  would  be  shown,  as  of  valuation  date,  as  $15,- 
318,519. 

The  Commission  found  the  present  value  of  the  lands  owned 
by  the  company  to  be  $13,860,500.  The  original  cost  of  con- 
demnation and  damages  or  of  purchase  of  lands,  owned  or  used, 
by  the  carrier  for  common  carrier  purposes,  in  excess  of  the 
present  value  of  such  lands,  the  report  says,  was  found  to  be 
$8,759,836. 

The  carrier  has  issued  capital  securities,  amounting  in  par 
to  $21,500,000,  of  which  $15,000,000  were  outstanding  on  the 
valuation  date,  $500,000  in  capital  stock  and  the  rest  in  first 
mortgage  bonds. 

In  1915  the  station  handled  34,459,691   passengers. 


CAR  SURPLUS  AND  SHORTAGE 


The  Traffic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  in  good  order 
totaled  93,172  in  the  period  November  1-8,  as  compared  with 
80,203  cars  in  the  preceding  week,  an  increase  of  12,969  cars. 
The  average  daily  shortage  was  4,600  cars,  as  compared  with 
11,219  in  the  preceding  week,  a  decrease  of  6,619  cars. 

The  surplus  was  made  up  of  the  following  classes  of  equip- 
ment: Box,  31,156;  ventilated  box,  942;  auto  and  furniture, 
649;  total  box,  32,747;  flat,  8,630;  gondola,  22,491;  hopper,  12,- 
246;  total  all  coal,  34,737;  coke,  3,246;  S.  D.  stock,  8,419;  D.  D. 
stock,  1,148;  refrigerator,  364;  tank,  411;  miscellaneous,  3,470; 
total,  93,172. 

The  shortage  was  made  up  of  1,505  box,  35  ventilated  box, 
3  auto  and  furniture,  123  flat,  1,603  gondola,  353  hopper,  4  S.  D. 
stock,  971  refrigerator  and  3  miscellaneous,  making  a  total  of 
4,600  cars. 


APPLICATION    FOR    ABANDONMENT 

Authority  to  abandon  three  branch  lines  of  road  in  Michigan 
has  been  requested  by  the  Pere  Marquette  in  applications  filed 
with  the  Commission.  The  lines  the  company  proposes  to  aban- 
don are  the  Preeport  branch  in  Ionia,  Kent  and  Berry  counties, 
6.23  miles  long;  the  Haynor  to  Sheridan  line  in  Ionia  and  Mont- 
calm  counties,  19.64  miles  long,  and  the  Buchanan  branch  in 
Berrien  county,  25.69  miles  long.  "The  traffic  on  this  line  \'. 
wholly  insufficient  to  warrant  its  further  maintenance  and  opera- 
tion," the  company  said  in  each  application. 
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SENATE  COMMITTEE  HEARINGS 

7"**  Traffic   World   Washington  Bureau 

The  railroads  will  attempt  to  convince  the  Senate  Commlt- 
(<•>•  <  n  interstate  commerce  that  had  not  Congress  enacted  sec- 
tions 13  and  t5a  of  the  transportation  act,  the  Interstate  Com- 
meree  Commission  would  have  had  ample  authority  under  the 
Shreveport  doctrine  to  warrant  it  issuing  the  orders  In  the  In- 
trasiate  rate  cases  and,  further,  they  will  attempt  to  dispel  the 
impression  that  from  a  revenue  standpoint  there  really  was  no 
need  of  ihcin  appealing  to  the  Commission  to  raise  intrastate 
rates,  according  to  the  opening  statement  on  behalf  of  the 
Association  of  Hallway  Executives  by  Fred  H.  Wood,  general 
attorney  and  commerce  counsel  of  the  Southern  Pacific,  Novem- 
ber 14. 

A  few  more  senators  than  usual  were  present — Senators 
Cummins,  Pittman,  Smith,  Poindexter,  Townsend  and  Pomerene. 
At  the  close  of  the  hearing  Chairman  Cummins  admonished  the 
railroad  representatives  to  avoid  repetition.  He  said  the  com- 
mittee desired,  if  possible,  to  close  the  hearings  this  week. 
Alfred  P.  Thorn,  general  counsel  of  the  Association  of  Railway 
i:\ecutives,  who  has  charge  of  the  presentation  of  the  case  for 
the  railroads,  protested,  saying  their  testimony  could  not  be 
completed  in  that  length  of  time.  Senator  Cummins  said  the 
criticism  he  had  heard  from  members  of  the  committee  was 
that  there  was  too  much  repetition. 

Mr.  Wood  said  he  would  confine  his  statement  to  the  situa- 
tion relating  to  the  jurisdiction  of  the  Commission  over  intra- 
siate  rates  and  that  other  witnesses  would  discuss  section  15a. 

"It  has  been  suggested,"  said  he,  "that  the  Interstate  Com- 
merce Commission  misinterpreted  the  provisions  of  the  statute. 
I  do  not  think  it  has.  But  whether  it  has  or  not  that  question 
is  now  before  the  Supreme  Court." 

The  witness  said  the  real  question  was  whether  or  not  the 
Commission  had  exercised  its  power  in  a  way  consistent  with 
public  policy  in  meeting  the  requirements  of  the  national  trans- 
portation system  and  that  he  would  approach  the  matter  from 
that  standpoint.  He  said  it  had  been  suggested  that  the  Com- 
mission found  its  authority  under  section  15-a  but  that  as  he 
read  its  decisions  he  did  not  think  that  was  so.  He  pointed 
out  that  the  Commission  had  said  in  the  New  York  intrastate 
passenger  fare  case  that  its  action  was  not  to  be  taken  as  tak- 
ing away  the  power  of  the  state  commissions.  He  said  further 
the  intrastate  rate  cases  growing  out  of  the  Commission's  de- 
cision in  Ex  Parte  74  were  not  presented  as  ordinary  rate  cases 
but  that  a  time  had  come  when  there  had  to  be  a  general  ad- 
vance in  rates  if  the  transportation  system  was  to  be  main- 
tained. He  said  the  record  in  Ex  Parte  74  showed  that  the  ad- 
vances were  necessary  to  maintain  the  financial  integrity  of 
the  roads. 

"Those  were  the  circumstances  under  which  these  inter- 
state rates  were  made,"  he  continued.  "In  our  view  it  was  en- 
tirely proper  for  the  Interstate  Commerce  Commission  to  con- 
sider whether  like  conditions  applied  to  intrastate  rates.  I  do 
not  think  the  Commission  overstepped  its  bounds  in  any  degree." 

Mr.  Wood  said  it  was  a  fundamental  principle  that  a  law 
must  be  read  and  construed  as  a  whole.  He  said  the  Commission 
did  not  rest  its  decisions  on  section  15-a. 

"The  Interstate  Commerce  Commission  required  in  every  case 
evidence  similar  in  all  respects  to  that  in  the  original  Shreve- 
port case."  said  he.  "Such  evidence  was  before  the  Commission 
in  every  one  of  these  cases.  Manifestly  it  would  have  been  im- 
possible to  take  up  each  rate  separately.  That  would  have 
prevented  the  Commission  from  enforcing  the  law  in  a  practical 
way.  In  large  adjustments  of  rates  the  Commission  does  not 
go  into  each  rate." 

Mr.  Wood  related  the  circumstances  of  a  case  decided  by 
the  Commission  a  number  of  years  ago  with  regard  to  a  situation 
in  California  and  in  which,  he  said,  the  Commission  issued  an 
order  relating  to  a  whole  body  of  rates.  He  said  in  the  intra- 
state rate  cases  before  the  Commission  representative  situations 
were  submitted  and  that  there  was  in  no  case  a  contradition  of  the 
evidence  and  that  in  no  case  did  a  state  commission  try  to  show 
that  a  situation  presented  was  not  illustrative  of  the  situation 
throughout  the  state.  He  said  the  Commission  had  not  inter- 
fered with  some  intrastate  rates. 

Senator  Cummins  asked  whether,  assuming  section  15-a  and 
s<  (lion  13  had  not  been  enacted  and  the  carriers  had  submitted 
Kstimony  similar  to  that  in  Ex  Parte  74  and  interstate  rates 
had  been  increased,  and  that  intrastate  rates  were  not  increased 
to  the  same  extent,  the  Commission  would  have  had  the  power 
under  the  Shreveport  doctrine  to  issue  the  orders  which  it  had 
issued.  Mr.  Wood  said  the  evidence  submitted  in  Ex  Parte  74 
would  have  been  sufficient  to  have  justified  the  Commission 
making  the  orders.  He  said  he  thought  that  the  orders  must 
be  sustained  under  the  Shreveport  doctrine.  As  to  section  15-a. 
he  :  aid.  he  thought  that  its  enactment  made  no  difference  as 
to  tin.  results  which  followed  Ihe  carriers'  applications  for  in- 
en  as<  d  rales  in  1920. 

"The  emergency  for  increased  revenue  would  have  existed 
just  the  same,"  said  he,  "and  the  resulting  discrimination  grow- 
ing out  of  the  advanced  interstate  rates  and  the  failure  to  In- 
crease iniraslate  rates  would  have  been  the  same." 

It  was  Mr.  Wood's  view  that  section  15a  provided  a  direct 


rule  of  rate  making,  but  that  with  the  exception  of  the  provision 
with  regard  to  excess  earnings,  it  did  no  more  than  everyone 
recognized  should  be  done. 

By  adding  the  words  "interstate  commerce"  In  Hectic  n  13, 
he  said,  Congress  had  clarified  the  extent  of  discrimination.  He 
said  he  believed  that  the  Commission  had  ample  power  under 
section  3  to  remove  discrimination  against  persons,  localities 
and  descriptions  of  traffic. 

"The  complaint— as  I  understand  it— of  the  state  commis- 
sions," interjected  Senator  Cummins,  "Is  that  there  was  no  evi- 
dence of  discrimination  submitted  to  the  Interstate  Commerce 
Commission  except  the  fact  that  state  rates  were  lower  than 
those  established  for  interstate  traffic." 

"That  is  not  a  correct  statement  about  the  evidence  before 
the  Interstate  Commerce  Commission,"  said  Mr.  Wood.  "It  Is 
a  most  incorrect  statement." 

Senator  Pittman  asked  whether  the  Commission  would  have 
permitted  a  lower  state  rate  than  an  Interstate  rate  regardless 
of  the  evidence  submitted.  Mr.  Wood  said  the  Commission  made 
some  exceptions. 

Senator  Cummins  cited  an  instance  of  a  state  having  a  class 
of  Intrastate  traffic  of  which  there  was  no  movement  In  Inter- 
state commerce  and  asked  whether  in  that,  case  a  lower  Intra- 
state charge  would  be  evidence  of  discrimination  against  inter- 
state commerce.  Mr.  Wood  replied  that  that  would  be  an  Im- 
possible case,  but  the  chairman  differed. 

Chairman  Cummins  then  remarked  that  it  had  been  repre- 
sented that  the  state  commissions,  with  a  few  exceptions,  had 
granted  substantially  the  increases  asked  by  the  carriers  and 
that  the  revenue  under  the  state  rates  thus  established  would 
have  been  substantially  the  same  as  if  the  action  had  been 
unanimous. 

"I  have  been  unable  to  understand  the  emergency  to  which 
you  refer  and  the  necessity  for  appealing  to  the  Interstate  Com- 
merce Commission,"  the  senator  continued. 

"If  the  facts  were  as  represented  to  you."  replied  Mr.  Wood, 
"you  would  be  right,  but  the  facts  are  just  to  the  contrary." 

Mr.  Wood  then  said  he  would  tell  the  committee  later  just 
what  each  state  commission  did. 

Congress,  the  witness  said,  in  adopting  its  policy  with  re- 
pard  to  transportation  was  properly  profoundly  concerned  with 
the  question  of  adequate  revenues  for  the  railroads.  He  said 
there  were  two  parts  to  the  rate  problem,  as  he  viewed  it,  ade- 
ciuacy  of  revenue  and  equitable  distribution  of  the  charges  over 
the  several  classes  of  traffic  and  among  the  persons  who  pay  the 
charges. 

Senator  Pittman  came  back  to  the  question  of  lower  state 
than  interstate  rates  and  said,  evidently,  if  Mr.  Wood's  view 
were  carried  out,  it  would  be  futile  for  a  state  commission  to 
fix  a  lower  intrastate  rate  than  the  interstate  rate.  Mr.  Wood 
said  the  intrastate-  traffic  should  bear  its  share  of  the  cost  of 
transportation.  He  said  that  in  an  abstract  way  the  senator 
from  Nevada  was  right,  but  that  it  must  be  remembered  that 
the  Commission  was  dealing  with  an  emergency  and  extraor- 
dinary situation  in  Ex  Parte  74.  Individual  rates  had  to  be  lost 
sight  of,  he  said,  and  that  what  was  required  was  a  general  ad- 
vance in  rates.  The  problem,  he  said,  was  approached  in  that 
way  by  the  Commission,  and  that  it  was  manifest  that  if  state 
rates  did  not  go  up,  discrimination  would  be  created.  He  said 
there  had  never  been  a  case  like  Ex  Parte  74  and  probably 
there  would  not  be  another  like  it  again.  He  declared  there  was 
nothing  in  the  law  which  would  warrant  the  assumption  that 
the  states  were  not  perfectly  free  to  adjust  rates  on  intrastate 
traffic.  He  said  the  question  of  revenue  was  the  primary  con- 
sideration in  Ex  Parte  74.  Mr.  Wettling,  the  statistician  for  the 
western  carriers,  he  said,  had  estimated  that  substantially  50 
per  cent  of  all  passenger  revenue  comes  from  intrastate  busi- 
ness and  that  15  per  cent  of  freight  revenue  is  from  intrastate 
traffic. 

Mr.  Wood  emphasized  the  fact  that  three  selected  representa- 
tives of  the  state  commissions  sat  with  the  Commission  during 
the  hearing  in  Ex  Parte  74  and  concurred  in  the  findings  of  the 
Commission.  He  read  the  report  of  the  three  state  commission- 
ers to  the  Association  of  Railway  and  Utilities  Commissioners 
and  said  the  commissioners  had  approved  the  revenue  require- 
ments of  the  carriers.  Those  requirements,  he  said,  could  only 
be  met  by  taking  the  traffic  and  business  of  the  country  as  a 
whole,  interstate  and  intrastate. 

Mr.  Wood  resumed  his  statement  November  15  with  only 
Senators  Cummins  and  Fernald  present.  Chairman  Cummins 
had  announced  the  hearing  would  begin  at  9  a.  m.  and  the  wit- 
ness was  ready  to  proceed  at  that  time,  but  it  was  more  than 
a  half  hour  later  before  the  hearing  was  resumed,  due  to  the 
fact  that  the  chairman  was  waiting  for  more  members  of  the 
committee  to  appear.  Later  Senators  Pomerene,  Poindexter 
and  Smith  showed  up. 

Reference  to  the  action  of  the  Commission  in  Ex  Parte  74 
by  the  witness  led  Chairman  Cummins  to  say  that  the  com- 
mittee was  not  reviewing  the  wisdom  of  the  Commission's  action 
in  increasing  interstate  rates,  but  that  the  question  was  whether 
the  law  should  be  modified  to  give  the  state  commissions  broader 
powers  than  the  railroads  contend  they  have  under  the  trans- 
portation act. 
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"It  is  very  material  to  know  just  what  the  state  commis- 
sions did,"  said  the  chairman. 

Mr.  Wood,  in  response  to  questions,  said  it  had  been  esti- 
mated that  the  carriers  would  have  lost  $95,000,000  annually  if 
the  state  orders  denying  in  part  or  in  all  the  same  increases  as 
applied  on  interstate"  traffic,  freight  and  passenger,  had  remained 
in  effect.  That  was  the  minimum  amount,  he  said,  because  the 
loss  would  have  been  greater  as  the  lower  state  rates  remained 
in  effect  and  influenced  the  interstate  rates. 

Senator  Cummins  reiterated  that  he  had  not  intended  to 
take  away  the  rate-making  powers  of  the  state  commissions,  but 
that  the  analysis  made  by  Mr.  Wood  led  only  to  the  conclusion 
that  the  state  commissions  were  deprived  of  their  powers. 

"Does  a  mere  difference  in  rates  conclusively  establish  dis- 
crimination?" he  asked.  "That  is  the  real  question." 

He  said  if  the  Commission  had  construed  the  law  so  as  to 
eliminate  evidence  showing  actual  injury  to  persons  or  localities 
in  interstate  commerce,  he  believed  it  had  gone  too  far. 

Senator  Pomerene  said  he  agreed  with  the  chairman  as  to 
the  understanding  of  the  law  as  passed  and  that  he  expressed 
the  tentative  opinion  that  the  advocates  of  modification  of  the 
law  had  not  persuaded  him  there  was  any  fault  in  the  law,  but 
that  he  held  the  belief  the  fault  was  in  the  administration  of  the 
law. 

"It  may  be  the  Interstate  Commerce  Commission  has  not 
passed  beyond  the  limits  we  prescribed,"  said  Senator  Cum- 
mins. "If  the  Commission  took  it  for  granted  that  a  difference 
in  rates  was  conclusive  evidence  of  discrimination,  then  I  would 
be  compelled  to  differ  with  the  Commission  on  its  construction 
of  the  act." 

Mr.  Wood  said  in  his  opinion  there  was  no  fault  with  the  law 
nor  the  administration  of  it.  He  said  if  the  committee  could 
read  the  decisions  of  the  Commission  in  the  intrastate  rate 
cases  it  would  see  that  the  Commission  had  made  no  error,  but 
that  rather  if  it  had  not  acted  as  it  did  there  would  have  been 
a  chaotic  situation.  He  submitted  a  map  in  colors  showing  the 
various  intrastate  passenger  fares  which  would  have  been  in 
effect  had  not  the  Commission  acted  and  said  that  it  was  per- 
fectly manifest  that  if  the  state  fares  had  remained  in  effect  it 
would  have  been  impossible  to  maintain  the  interstate  fares. 

Senator  Cummins  remarked  that  in  years  gone  by  there 
had  been  diversity  in  passenger  fares  in  a  number  of  states  and 
that  the  carriers  did  fairly  well,  although  he  said  he  was  not 
questioning  the  desirability  of  fares  on  the  same  level. 

Mr.  Wood  showed  how  the  interstate  passenger  fares  would 
have  been  defeated  had  the  intrastate  fares  remained  effective. 

"Does  that  prove  discrimination?"  asked  Chairman  Cum- 
mins. 

"That  proves  an  indirect  regulation  of  interstate  rates  by  in- 
trastate rates  and  discrimination  against  persons,"  replied  Wood. 

"The  evidence  you  mention  might  be  entirely  satisfactory  in 
proving  that  the  state  rate  was  unreasonably  low  and  confisca- 
tory,"  said  Senator  Cummins,  "but  when  you  come  to  assert  that 
because  the  interstate  traveler  pays  3.6  cents  and  the  state 
traveler  3  cents  and  that  that  is  discrimination  I  am  not  per- 
suaded of  that.  Simply  because  one  man  pays  more  than  an- 
other is  not  discrimination  in  a  transportation  sense  as  I  under- 
stand it." 

Mr.  Wood  said  the  definition  of  discrimination  was  a  differ- 
ence in  treatment  and  that  surely  there  was  discrimination 
against  the  man  paying  3.6  cents  a  mile  for  exactly  the  same 
kind  of  service  given  to  a  man  traveling  intrastate  at  3  cents  a 
mile. 

Chairman  Cummins  said  in  a  sense  discrimination  existed  in 
such  a  case,  but  that  Congress  had  power  only  to  regulate  com- 
merce among  the  states  and  that  it  could  only  reach  into  a 
state  when  it  was  shown  that  a  state  rate  was  "doing  something" 
to  interstate  commerce. 

Mr.  Wood  contended  that  in  every  case  the  carriers  had 
shown  that  interstate  and  intrastate  commerce  were  so  inter- 
woven that  the  interstate  charges  could  not  be  maintained  if  the 
state  rates  were  lower  for  substantially  the  same  kind  of  serv- 
ice. Senator  Cummins  contended  that  the  effect  of  that  argu- 
ment was  that  the  Interstate  Commerce  Commission  must  be 
given  the  power  to  fix  all  rates. 

Continuing  his  statement,  Mr.  Wood  said : 

"The  three  state  commissioners  who  sat  with  the  Interstate 
Commerce  Commission  in  the  advanced  rate  case  concurred 
in  the  conclusions  reached  and  communicated  such  concurrence 
to  all  state  commissions.  They  concurred,  first,  in  the  decision 
as  to  the  aggregate  advances  necessary  to  meet  the  revenue 
requirements  of  the  carriers  for  the  purpose  of  supporting  ade- 
quate transportation  facilities  and  of  providing  adequate  trans- 
portation, an  aggregate  of  revenue  impossible  of  accomplish- 
ment without  similar  advances  in  state  rates.  They  concurred, 
second,  in  the  decision  that  this  revenue  should  be  secured  by 
horizontal  percentage  advances  and  not  by  process  of  selection 
among  the  several  descriptions  of  traffic  or  by  relieving  some 
descriptions  of  traffic  altogether  of  any  advances  and  making 
proportionately  higher  advances  on  others.  While  the  decision 
of  the  Interstate  Commerce  Commission  related  to  interstate 
rates  only  concurrence  of  the  state  commissioners  in  the  method 


by  which  necessary  revenue  should  be  raised  carried  with  it  the 
necessary  conclusion  that  the  same  method  should  be  applied  to 
state  traffic. 

"Following  the  decision  of  the  Interstate  Commerce  Com- 
mission proceedings  were  had  before  each  state  commission. 
The  suggestion  that  in  these  proceedings  the  carriers  were  dis- 
respectful to  state  commissions  or  asked  them  to  surrender  their 
rate-making  functions  is  wholly  unfounded.  Petitions  for  gen- 
eral advances  in  state  rates  were  made  to  the  state  commis- 
sions practically  the  same  time  application  for  similar  advances 
in  interstate  rates  was  made  to  the  Commission.  The  issues 
before  the  interstate  and  state  commissions  were  the  same.  The 
carriers  furnished  to  each  state  commission  daily  copy  of  the 
testimony  offered  before  the  Interstate  Commerce  Commission 
in  order  that  state  commissions  might  be  informed  as  to  the 
progress  of  the  case  and  the  evidence  offered.  The  evidence 
before  the  several  state  commissions  was  in  almost  every  in- 
stance substantially  the  same  as  that  offered  before  the  Inter- 
state Commerce  Commission  and  upon  which  that  commission 
and  the  three  state  commissioners  sitting  with  it  acted.  Upon 
this  evidence  twenty-three  state  commissions  authorized  ad- 
vances in  keeping  with  the  conclusions  of  the  Interstate  Com- 
merce Commission  and  the  three  state  commissioners  who  sat 
with  it.  Three  state  commissions  denied  any  advances  what- 
soever. The  remaining  twenty-two  states  acted  in  part  in  har- 
mony with  the  conclusions  of  the  joint  tribunal  and  in  part  con- 
trary thereto.  The  points  of  difference  were  not  uniform.  The 
very  contrarity  of  result  indicated  the  necessity  for  some  power 
to  bring  about  an  orderly  and  harmonious  adjustment  if  adequate 
revenues  were  to  be  insured  and  an  equitable  and  non-discrimini- 
natory  adjustment  of  rates  provided. 

"Of  the  states  which  did  not  follow  in  full  the  decision  of 
the  joint  tribunal,  15  were  embarrassed  by  the  existence  of 
statutory  passenger  fares  based  on  the  pre-war  level  of  costs, 
and  with  three  possible  exceptions  were  without  authority  to 
allow  advances  in  these  statutory  fares.  A  majority  of  these 
15  states  granted  the  freight  advances  in  full  and  intimated  in 
their  opinions  that  they  would  grant  the  advances  in  passenger 
fares  if  they  had  the  power.  The  existence  of  this  situation 
is  further  proof  of  the  necessity  for  the  subsequent  action  of 
the  Interstate  Commerce  Commission,  which  is  now  complained 
of. 

"The  states  with  statutory  passenger  fares  are  so  located 
that  without  an  advance  in  their  state  fares  interstate  rates 
would  ultimately  be  brought  down  to  the  level  of  the  state 
fares  as  the  interstate  rate  could  be  defeated  by  rebuying  at 
border  points,  a  practice  which  was  common  and  which  the 
previous  experience  of  the  carriers  showed  always  resulted. 
They  are,  furthermore,  so  scattered  throughout  the  country  that 
the  maintenance  of  the  pre-war  fares  in  these  states,  and  pres- 
sure upon  adjoining  states,  would  have  inevitably  led  to  the 
ultimate  application  of  these  state  fares  throughout  the  coun- 
try. The  evidence  in  each  of  the  passenger  cases  showed  that 
state  passengers  rode  on  the  same  trains,  were  handled  under 
the  same  circumstances  and  conditions,  at  a  cost  per  mile  to 
the  railroad  no  less  and  generally  greater  than  that  incident  to 
the  contemporaneous  carriage  of  interstate  passengers  but  at 
a  lower  rate,  resulting  in  an  unjustifiable  favoritism  of  state 
passengers  and  undue  discrimination  against  interstate  pas- 
sengers. It  also  showed  the  effect  upon  localities  inside  and  out- 
side the  state  and  in  competition  for  trade  therein.  Other 
instances  of  discrimination  were  of  record,  and  the  indirect 
regulation  of  interstate  fares  and  hence  of  interstate  commerce 
through  the  maintenance  of  these  low  state  fares  was  estab- 
lished in  every  case. 

"The  evidence  in  all  of  these  cases  justifies  the  conclusion 
that  but  for  the  exercise  of  the  power  exerted  by  the  Interstate 
Commerce  Commission  the  carriers  would  have  failed  in  large 
amounts  to  realize  the  aggregate  revenues  found  to  be  neces- 
sary by  the  Interstate  Commerce  Commission  and  the  state 
commissioners  sitting  with  it  and  in  a  crazy-quilt  of  passenger 
rates,  resulting  in  countless  discriminations  against  individual 
persons  and  localities.  The  evidence  in  the  freight  cases  was 
of  substantially  the  same  character.  In  every  case  the  'effect 
upon  the  general  level  of  rates  and  upon  interstate  rates  them- 
selves was  shown,  discrimination  in  favor  of  state  shippers 
solely  because  they  were  state  shippers  and  without  any  justi- 
fiable cause  were  proven  and  the  state-wide  character  of  such 
discrimination  established  by  representative  cases  of  such  dis- 
crimination against  persons  and  localities  covering  the  state  as 
a  whole  and  embracing  all  descriptions  of  traffic.  These  cases 
were  stated  to  be  representative  of  a  state-wide  situation.  In 
no  case  was  there  any  denial  of  these  statements,  except  in 
certain  cases  and  as  to  certain  descriptions  of  traffic  interested 
shippers  undertook  to  show  that  as  to  those  particular  descrip- 
tions of  traffic  no  undue  discrimination  against  interstate  com- 
merce existed.  Whatever  issue  was  thus  joined  with  respect 
to  such  individual  rates  the  Interstate  Commerce  Commission 
passed  upon  the  question  of  fact  presented,  sometimes  deciding 
in  favor  of  the  carrier  and  sometimes  in  favor  of  the  shippers, 
in  which  last  case  these  descriptions  of  traffic  were  exempted 
from  the  Commission's  order  to  remove  discrimination  against 
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interstate  commerce.  Taking  these  casea  individually  or  as  a 
whole,  Hie  evidence  was  ample  to  support  the  finding  of  the 
Commission  and  would  have  been  ample  under  the  law  as  It 
Mood  before  the  transportation  act  was  passed. 

"The  suggestion  that  by  reason  of  the  provisions  of  the 
transportation  act  state  rates  have  been  frozen  and  the  states 
deprived  of  the  power  to  adjust  individual  rates  within  their 
own  borders  to  the  legitimate  requirements  of  state  commerce  is 
without  foundation.  The  23  states  which  permitted  their  rates 
to  be  raised  to  the  new  level  required,  preserving  to  themselves 
as  to  state  rates  the  same  power  preserved  by  the  Interstate 
Commerce  Commission  to  consider  and  adjust  individual  rates, 
are  still  functioning  as  of  old,  adjusting  individual  rates  to  the 
economic  ami  transportation  conditions  presented.  The  8  states 
which  permitted  their  freight  rates  as  a  whole  to  be  raised  to 
the  new  level  required,  'but  denied  any  Increase  in  'passenger 
••S  for  lack  of  statutory  authority,  are  likewise  functioning 
ly  with  respect  to  freight  rates  and  have  been  ousted  of  no 
jurisdiction  as  to  passenger  rates  by  reason  of  the  transportation 
act,  because  under  their  own  state  laws  they  had  no  jurisdiction 
thereover. 

"As  to  the  remaining  states,  the  lack  of  state  power  there- 
over is  due  wholly  to  the  failure  of  the  commissions  in  those 
states  to  recognize  the  emergency  recognized  by  the  joint  trib- 
unal and  to  permit  an  advance  in  the  rates  to  the  new  level  re- 
quired by  the  new  level  of  costs.  The  orders  of  the  Interstate 
Commerce  Commission  affecting  the  rates  in  these  states  are 
predicated  solely  upon  the  undue  discrimination  against  inter- 
state commerce  resulting  from  the  action  of  the  state  commis- 
sions themselves.  It  is  open  to  the  state  commissions  of  each 
one  of  these  states  by  belated  recognition  of  the  necessities  of 
the  situation  as  a  whole  and  the  voluntary  removal  of  these  dis- 
criminations against  interstate  commerce  to  secure  a  rescission 
of  the  orders  of  the  Interstate  Commerce  Commission  and  re- 
sume their  jurisdiction  in  full.  No  amendment  to  the  Trans- 
portation Act  is  required  for  this  purpose.  Those  states  which 
recognized  the  national  emergency  lost  no  dignity  thereby.  The 
California  Railroad  Commission  in  a  statesmanlike  opinion, 
issued  by  it  promptly  after  the  decision  of  the  Interstate  Com- 
merce Commission  in  the  advanced  rate  case  in  1920,  declared 
t  to  be  the  duty  of  the  state  commissions  to  recognize  the 
national  emergency  and  permit,  a  general  advance  in  its  rates 
to  the  new  level  required  and  thereby  added  to  the  dignity  and 
prestige  of  that  state.  It  has  been  functioning  freely  ever  since 
without  loss  of  dignity  or  prestige. 

"Other  states  followed  the  same  course,  which  was  open 
to  all.  Those  which  declined  to  follow  it  simply  showed  a  de- 
plorable lack  of  appreciation  of  the  necessity  of  maintaining 
adequate  transportation  facilities  through  the  maintenance  of 
adequate  revenues  and  their  action  was  as  much  opposed  to 
the  best  interests  of  the  people  of  their  own  states  who  are  pro- 
foundly concerned  in  both  state  and  interstate  commerce  as 
to  the  interests  of  the  carriers  or  of  the  nation  as  a  whole. 

"Regulation  of  interstate  commerce  and  its  instrumentalities 
presents  a  national  problem.  As  to  it  there  are  certain  funda- 
mental matters  which  must  be  decided  by  the  national  gov- 
ernment as  a  national  policy.  These  are  the  general  level  of 
rates  necessary  to  provide  adequate  transportation  for  the 
country  as  a  whole  and  the  prevention  of  undue  discrimination 
in  favor  of  the  persons  of  one  locality  or  state  as  against  an- 
other. There  is  no  more  loss  of  dignity  or  of  states'  rights  in  a 
statute  which  requires  the  states  to  conform  to  these  funda- 
mental requirements  according  to  the  national  standard,  leaving 
to  the  states  the  adjustment  of  rates  within  the  state  where 
they  do  not  impinge  upon  the  national  program,  than  there  is 
in  the  supervision  exercised  by  the  federal  courts  over  the 
action  of  state  courts  on  matters  likewise  arising  under  the 
Constitution. 

"The  removal  of  the  power  now  possessed  by  the  Inter- 
state Commerce  Commission  would  result  in  chaos,  in  inadequate 
revenues  and  in  inadequate  transportation,  and  in  countless 
discriminations  against  persons  and  localities.  It  would  also 
retard  the  orderly  liquidation  of  freight  rates  in  response  to 
such  reduction  in  operating  costs  as  may  be  brought  about  and 
in  thus  extending  to  the  country  the  maximum  benefit  of  down- 
ward revisions  of  rates  in  the  necessary  economic  readjustment. 
With  the  carriers'  wage  bill  alone  for  the  past  year  substantially 
equivalent  to  the  entire  gross  revenues  of  1916  or  1917,  a  restora- 
tion of  a  pre-war  level  of  rates  as  a  whole  cannot  be  expected 
for  a  long  time  to  come.  The  nation's  economic  readjustment 
requires  that  such  reductions  in  rates  as  may  be  possible  in 
response  to  reduced  operating  expenses  should  be  placed  where 
they  will  do  the  most  good.  By  the  restoration  of  pre-war  statu- 
tory passenger  fares  or  by  reduction  in  passenger  fares  to  a 
lower  level  than  now  exists  the  opportunity  to  reduce  freight 
charges  in  the  interest  of  commerce  and  of  the  people  as  a 
whole  would  be  greatly  diminished.  This  is  one  of  the  results 
that  would  follow  by  withdrawing  from  the  Commission  its  exist- 
ing authority  or  requiring  a  cancellation  of  its  orders  by  legis- 
lative enactment. 

"To  the  extent  that  state  commissions  whittle  away  revenues 
from  freight  traffic  by  reductions  in  rates  the  opportunity  in 


an  orderly  way  to  make  such  reductions  on  interstate  traffic  In 
basic  commodities  Is  likewise  diminished.  If  reduction  In 
freight  rates  is  to  be  made  an  effective  Instrument  in  the  econ- 
omic readjustment,  orderly  and  harmonious  action  looking  to- 
wards placing  of  these  reductions  where  they  will  do  the  most 
good  is  necessary  and  cannot  be  accomplished  as  long  an  a  large 
proportion  of  the  states  insist  upon  the  maintenance  of  rates 
which  reduce  revenue  and  result  in  undue  discrimination  against 
interstate  commerce. 

"The  carriers  are  already  assuming  as  much  of  the  burden  of 
the  economic  readjustment  as  they  can  stand.  By  loss  of  traffic 
and  by  many  reductions  in  rates  to  meet  economic  conditions 
their  revenues  are  today  far  below  the  standard  required  for 
the  maintenance  of  adequate  transportation  facilities.  It  Is  as 
essential  that  they  should  come  out  of  this  period  of  economic 
readjustment  as  solvent  institutions  and  with  a  reasonable 
assurance  of  established  credit  as  it  was  at  the  time  that  the 
Transportation  Act  was  passed. 

"No  single  act  upon  the  part  of  Congress  would  be  as  severe 
a  blow  to  the  rational  regulation  of  transportation  charges  for 
these  purposes  as  the  removal  from  the  Interstate  Commerce 
Commission  of  the  existing  power  to  bring  into  harmony  that 
which  ought  to  be  brought  into  harmony,  to  see  that  out  of  all 
of  its  traffic  the  carriers'  revenues  reaches  that  standard  which, 
when  the  economic  readjustment  is  complete,  the  interests  of 
the  country  demand  it  should  reach,  and  to  remove  the  undue 
discriminations  against  interstate  commerce  which  would  result 
from  freeing  the  states  from  all  supervising  control  or  limiting 
the  jurisdiction  of  the  Interstate  Commerce  Commission  so  that 
it  could  not  act  as  the  practical  requirements  of  the  situation 
demand." 

S.  Davies  Warfleld,  president  of  the  National  Association  of 
Owners  of  Railroad  Securities,  and  other  witnesses  for  the  asso- 
ciation were  to  follow  Mr.  Wood  when  he  had  completed  his 
testimony.  Edgar  E.  Clark,  former  chairman  of  the  Commission, 
has  been  retained  by  the  association  to  appear  as  a  -witness  In 
support  of  section  15a. 

No  hearing  was  held  by  the  committee  November  16,  due 
to  the  fact  that  Senator  Cummins  had  other  business  to  attend 
to  and  there  was  not  a  sufficient  number  of  other  members  of 
the  committee  to  warrant  testimony  being  heard.  It  was  planned 
to  resume  the  hearings  on  the  following  day. 

R.  C.  Fulbright,  of  the  special  committee  on  legislation  of 
the  National  Industrial  Traffic  League,  has  taken  up  with  Sen- 
ator Cummins  the  question  of  representatives  of  the  League 
appearing  before  the  committee  later  relative  to  the  proposed 
changes  in  the  transportation  act.  Mr.  Fulbright  informed  the 
senator  that  the  League  desired  to  submit  its  views  before  final 
action  is  taken  by  the  committee.  He  explained  that  the  League 
probably  would  meet  in  January  to  discuss  proposed  changes 
and  to  take  action  thereon. 

It  is  not  believed  that  action  on  the  proposed  changes  in  the 
transportation  act  will  be  taken  by  Congress  before  the  spring 
months.  It  is  certain  no  action  will  be  taken  during  the  present 
session,  which  will  come  to  an  end  the  day  before  Thanksgiving, 
if  present  plans  are  carried  out.  Congress  will  begin  its  regular 
session  December  5.  The  short  time  intervening  between  that 
date  and  the  Christmas  holidays  will  not  permit  much  to  be 
done,  it  is  believed,  and  thus  the  proposed  legislation  will  be 
thown  over  into  1922. 

The  House  committee  on  interstate  and  foreign  commerce 
will  hold  hearings  some  time  on  the  proposed  changes,  possibly 
between  December  5  and  the  holidays. 

Security  Owners  Protest 

With  senators  Cummins,  Fernald,  Poindexter  and  McLain 
present,  representatives  of  the  National  Association  of  Owners 
of  Railroad  Securities  registered  their  protest  November  17 
against  the  repeal  of  the  rate-making  provisions  of  the  trans- 
portation act,  and  also  against  modification  of  the  law  with  re- 
spect to  intrastate  rate  regulation. 

At  the  close  of  the  hearing  Senator  Cummins  again  made  a 
plea  for  brevity  in  the  presentation  of  testimony.  He  remarked 
that  the  tendency  was  to  regard  the  committee  as  a  "kinder- 
garten." And  again  Mr.  Thorn  made  a  plea  for  time  in  which 
to  make  an  adequate  presentation  of  the  case  of  the  railroads. 

Senator  Cummins  was  asked  whether  his  desire  to  conclude 
the  hearings  as  soon  as  possible  meant  that  action  would  be 
taken  soon  on  the  proposed  amendments.  He  said  he  could  tell 
how  long  the  matter  would  be  in  committee. 

The  chairman  said  he  believed  he  could  speak  for  the  com- 
mittee in  saying  there  was  no  desire  to  take  from  the  Inter 
state  Commerce  Commission  the  power  to  remove  discrimina- 
tion caused  by  state  rates  when  that  discrimination  was  of  the 
character  heretofore  defined  by  the  United  States  Supreme 
Court. 

S.  Davies  Warfield,  president  of  the  security  owners'  asso- 
ciation, said  in  part: 

The  opposition  that  has  been  developed  before  this  committee  to 
tin'  rate-making  provisions  of  the  Transportation  Act  can  only  be  re- 
Bnrdort  HS  nn  effort  to  restore  the  destructive  pre-war  basis  and 
methods  of  rate-making.  For  no  constructive  suggestions  have  been 
made  to  rectify  a  condition  that  before  the  war  had  reached  the  point 
where  regulation. by  governmental  agencies  had  broken  down  largely 
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because  of  indefinite  legislation,  and  when  the  lack  of  a  sound  and 
comprehensive  transportation  policy  for  the  country,  as  a  whole,  com- 
pelled excessive  costs  in  producing  such  service  as  was  then  fur- 
nished. 

We  believe  that  the  Transportation  Act  is  being  assailed  before 
this  committee,  not  because  it  is  unsound  or  unfair  in  theory  or  prac- 
tice, but  because  the  principal  witnesses  opposing  it  here  have  con- 
sistently stood  against  what  in  fact  it  was  intended  to  produce — a 
fair  return  on  railroad  property,  in  the  aggregate,  devoted  to  the 
public  use,  and  no  greater  than  is  essential  to  produce  adequate 
transportation  conducted  in  the  interest  of  all  sections  of  the  country 
and  of  all  the  people. 

We  believe  that  the  difference  between  the  methods  prescribed  by 
the  Transportation  Act  and  pre-war  methods  is  that  under  the  old 
basis  the  same  opposing  forces  now  appearing  here  were  encouraged 
to  attack,  and  before  the  Interstate  Commerce  Commission  they  for 
years  successfully  attacked  increases  in  individual  rates  even  when 
the  percentage  yield  oh  railroad  property,  in  the  aggregate,  was 
shown  to  be  less  than  was  demanded  by  the  actual  necessities  of  rail 
transportation. 

We  believe  that  the  repeal  of  Section  422  of  the  act  would  mean 
that  rates  will  be  forced  down  to  inadequate  levels  through  the  efforts 
of  those,  who,  taking  advantage  of  the  period  of  reconstruction  when 
prices  have  little  relation  to  costs,  and  apparently  with  little  regard 
for  the  investment  in  or  the  future  of  the  railroads,  seek  to  turn  this 
hearing  into  a  rate  hearing,  which  properly  should  be  before  the  In- 
terstate Commerce  Commission.  For  we  assert  that  there  is  nothing 
in  the  Transportation  Act  that  requires  the  Commission  to  do  other 
than  produce  from  rates,  proportionately  adjusted  and  distributed,  a 
fair  yield  on  railroad  property,  in  the  aggregate,  used  in  the  public 
service,  found  to  be  the  minimum  return  below  which  transportation 
cannot  be  adequately  supplied,  leaving  the  Commission  to  fix  the  value 
of  railroad  property  upon  which  is  computed  the  return  named  in  the 
act.  There  could  be  no  wider  discretion  granted  the  Commission  as 
to  now  the  rates  shall  be  produced  than  the  act  provides,  if  any  as- 
surance at  all  is  intended  to  be  given  investors  that  the  government 
will  stay  the  hand  of  regulation  short  of  permanent  injury  to  the 
value  of  railroad  securities.  Congress  has  only  named  in  the  act  a 
measure  to  guide  the  Commission  until  March  1,  1922,  and  to  be 
reached  "as  nearly  as  may  be;"  after  March  1st,  the  responsibility  of 
ascertaining  and  declaring,  from  time  to  time,  what  is  a  fair  and 
reasonable  return  is  placed  entirely  upon  the  Commission. 

Is  the  repeal  of  the  rate  of  return  specified  in  the  act,  viz.,  5^  per 
cent,  intended  to  place  this  committee  and  Congress  in  the  position 
of  declaring  that  5  "4  Per  cent  is  too  great  a  return  on  railroad  prop- 
erty in  the  aggregate,  devoted  to  the  public  use?  Or  is  the  purpose 
to  have  such  action  by  Congress  to  be  taken  by  the  Commission 
to  mean  that  Congress,  having  decided  that  this  rate  of  return  is  ex- 
cessive, has  repealed  it;  and  that  after  March  1.  1922,  when  the  Com- 
mission, under  the  act,  is  required  to  ascertain  the  rate  of  return,  it 
should  be  less  than  5%  per  cent.  Or  is  the  proposed  repeal  intended 
to  have  both  meanings?  There  can  be  no  other  purpose  in  this  repeal, 
for  the  stated  rate  of  return  of  5%  per  cent  named  in  the  act  expires 
within  the  short  period  of  approximately  three  months,  during  which 
period  of  reconstruction  it  is  not  expected  that  this  return  will  be 
reached,  and  after  March  1st  the  Commission  is  to  ascertain  and  de- 
clare the  rate  of  return  it  considers  to  be  fair.  The  railroads,  volun- 
tarily or  through  orders  of  the  Commission,  have  lowered  and  are 
still  reducing  rates  in  the  interest  of  reconstruction,  not  in  the  inter- 
est of  the  railroads,  and  when  less  than  half  the  return  called  for  by 
the  act  is  realized.  Some  idea  of  the  very  substantial  reductions  and 
readjustments  of  rates  since  August  26,  1920.  can  be  obtained  from 
the  letter  of  Commissioner  Lewis  of  the  Interstate  Commerce  Com- 
mission to  Congressman  Sanders  of  the  House  Committee  on  Inter- 
state and  Foreign  Commerce,  dated  October  26,  1921,  and  printed  as 
House  Document  No.  115,  a  copy  of  which  is  submitted  herewith. 
Many  of  these  reductions  have  only  recently  become  practically  avail- 
able; so  the  shippers  do  not  realize  what  substantial  reductions  are 
being  made.  It  is  reliably  estimated  that  on  the  volume  of  traffic 
handled  last  year  the  saving  to  shippers  and  the  corresponding  loss  to 
the  carriers  will  amount  to  approximately  $214,000,000  per  annum, 
which  is  approximately  two-fifths  of  the  total  net  railway  operating 
income  of  all  the  Class  I  railroads  for  the  year  ended  August  21, 
1921.  With  an  estimated  Increase  of  5  per  cent  in  the  volume  of 
business  for  1922  the  total  railway  operating  income  would  be  ap- 
proximately $834,000,000  if  these  reductions  had  not  been  made;  these 
reductions  will,  however,  reduce  this  amount  by  $214,000,000  or  ap- 
proximately one-fourth  of  what  would  otherwise  have  been  paid  by 
the  shippers  and  received  by  the  carriers.  The  figures  named  would 
result  in  a  return  of  3.3  per  cent  on  the  Commission's  tentative  valua- 
tion of  the  carriers,  as  a  whole.  Unless  there  are  substantial  reduc- 
tions made  in  railway  operating  costs  it  is  evident  that  sufficient 
net  operating  revenue  would  not  be  received  to  maintain  transporta- 
tion. 

No  interpretation  can  be  put  on  the  efforts  being  made  here  to 
force  the  repeal  of  Section  422  other  than  the  desire  to  produce  the 
evident  effect  that  such  action  would  have  upon  the  Commission  and 
upon  the  public.  Should  this  committee  abandon  its  declaration  of 
what  it  considered  to  be  a  reasonable  rate  of  return  on  railroad 
property,  as  interpreted  by  Section  422  of  the  Transportation  Act  after 
months  of  searching  investigation,  rarely  made  by  a  committee  of 
any  legislative  body,  with  all  the  requirements  safeguarding  the  ship- 
pers which  that  section  contains,  such  action  would  cause  lack  of 
confidence  in  railroad  securities  and  defeat  the  purposes  of  the  Act, 
one  of  which  was  to  enable  the  railroads  to  be  permanently  financed 
other  than  by  the  government. 

If  the  great  investing  institutions — the  large  sources  of  in- 
vestment— are  thus  notified  that  Congress  and  the  Commission  are 
not  at  least  endeavoring  to  secure  the  stated  reasonable  return  on 
public  service  property,  taken  in  the  aggregate,  then  the  opportunity 
of  the  carriers  to  secure  money  from  permanent  investing  sources  to 
supply  this  public  service  will  be  greatly  limited  and  it  is  a  grave 
question  whether  it  will  not  reach  the  extent  of  requiring  government 
railroad  financing  through  taxation. 

The  repeal  of  Section  422  of  the  act  is  being  pressed  before  this 
committee  when  at  no  period  has  the  percentage  of  return  on  rail- 
road property,  in  the  aggregate,  provided  in  the  act,  been  obtained, 
and  when  as  many  as  5,000  rate  reductions,  including  some  fifty  prin- 
cipal commodities,  have  been  made  either  voluntarily  by  the  car- 
riers or  ordered  by  the  Commission,  still  further  curtailing  the  return 
of  514  per  cent  to  the  railroads  as  named  in  the  act.  The  average 
return,  on  the  tentative  value  as  ascertained  by  the  Commission 
of  the  property  of  all  Class  I  railroads  for  the  twelve  months  endins 
August  31,  1920,  was  .015  per  cent;  for  the  sameperiod  1921  it  was 
2.85  per  cent;  but  maintenance  expenditures  for  the  twelve  months 
ending  August  31,  1921,  were  $2.241,293,421.  This  was  $225,788,423,  or 
9.16  per  cent,  less  than  for  the  same  period  of  1920,  and  equivalent  to 
1.22  per  cent  on  the  valuation  of  the  railroads,  as  a  whole,  thus  re- 
ducing the  return  thereon  to  1.63  per  cent. 

The  rental  or  compensation  that  was  to  be  paid  all  Class  I  rail- 
roads under  the  Federal  Control  Act,  which  was  based  on  the  average 
of  the  years  1915-16-17 — the  test  period  selected  by  Congress — was  $906,- 


524  000  Reduced  to  a  percentage  basis,  this  rental  equaled  5.18  per 
cent  on  the  total  value  (adjusted  to  the  basis  of  the  Commission  s 
tentative  valuation)  as  of  December  31,  1920,  of  all  railroad  property 
of  Class  1  railroads  devoted  to  the  public  use.  The  return  for  the 
twelve  months  ending  August  31.  1921,  of  2.85  per  cent  is,  therefore, 
2.33  per  cent  less  than  the  standard  rental  fixed  by  Congress  to  be 
paid  the  railroads  during  federal  control.  If  the  maintenance  deficit 
lor  the  period  named  in  1921  over  the  same  period  of  1920,  viz.,  1.22 
per  cent  on  the  valuation,  is  deducted,  there  is  left  1.11  per  cent,  or 
about  one-fifth  of  what  was  allowed  the  railroads  as  compensation 
for  the  use  of  their  properties  during  the  war.  On  this  showing  of 
results  the  committee  is  asked  to  strike  from  the  Transportation  Act 
of  1920  section  422;  and  to  radically  amend  Section  416,  without  any 
consideration  given  the  fact  that  the  railroads  are  contributing  then- 
part  in  aiding  reconstruction  in  not  receiving  the  return  named. 

Mr.  Chairman,  we  feel  that  the  time  has  come  when  we  must 
all  face  the  seriousness  of  the  outcome  of  action  taken  by  this  com- 
mittee and  the  Congress  that  may  involve  the  abandonment  of  the 
private  operation  of  rail  transportation.  We  cannot  blind  ourselves 
to  the  fact  that  there  is  being  evidenced  the  old  feeling  toward  the 
railroads  that  existed  before  the  war  and  the  desire  to  return  to  the 
old  order  of  rate-making.  We  will  not  question  the  contention  that 
is  made  that  the  railroads  cannot  be  relieved  from  all  responsibility  lor 
this  attitude.  But  there  are  certain  fundamental  principles  that 
underlie  the  continuance  of  private  operation  of  the  railroads.  It  may 
be  well  to  state  them. 

These  principles  and  the  inevitable  consequences  of  what  is  pro- 
posed before  this  committee,  if  the  purposes  of  those  supporting  the 
proposed  amendments  to  the  act  are  attained,  may  be  briefly  sum- 
marized as  follows: 

(a)  If  Congress  adopts  the  suggestion  that  regulated  railroad 
freight  rates  shall  go  down  as  the  unregulated  prices  of  commodities 
go  down,  unaccompanied  by  the  requirement  that  freight  rates  shall 
go  up  as  the  prices  of  commodities  go  up, — impracticable  of  accom- 
plishment,— such  a  policy  can  only  be  adopted,  if  at  all.  by  frankly 
adopting  at  the  same  time  the  policy  of  supplying  the  deficit  by  tax- 
ation. Would  not  the  operation  of  the  railroads  under  such  a  policy 
become  a  government  function  and  inevitable  losses  be  supported  by 


to  the  transportation  of  an  article  of  commerce  by  rail  are  not  to  be 
regarded  as  a  necessary  part  of  its  cost  delivered  at  its  destination 
or  where  sold,  then  the  government  should  sustain  the  loss  incident  to 
such  a  policy. 

(c)  If  the   farmer  or  the  owner  of  a  private  business,— unregu- 
lated  and  free   to   pursue   any    policy    in   management,    distribution    or 
competition — whether   sound    or   unsound, — can   secure   the   declaration 
by  Congress,  in  effect,  that  his  products,  over  which  Congress  has  no 
control  either  as  to  production  or  price,  shall  be  carried  by  a  railroad, 
privately  owned  but  regulated  by  the  government  in  its  every  sphere 
of  activity,  for  less  than  will  produce  the  reasonable  return  now  con- 
templated by  the  act,  such  a  declaration  can  only  be  considered  as  a 
notice  that  railroad  properties  can  no  longer  be   expected  to  be  sup- 
ported  through  the    investment   of   funds   held    in    trust   or   by   private 
investors. 

(d)  If  the   conclusion   is   reached  that  the   products   of  any  par- 
ticular  section    of   the    country   or   of   any    industry    should    be    trans- 
ported,   without    such    products    bearing    their    just    proportion    of    the 
revenue  essential  to  operate  the  transportation  system,  as  a  whole,  it 
would  appear  that  the  time  has  come  when  the  loss  incident  to  such 
a  policy   should   be    met   by   taxation.      The    considerations    underlying 
such  a  policy  would  be  political  in  character  and  should  be  supported 
by  political  authority  which  would  be  responsible   for  results  and  for 
the  waste  incident  thereto  or  impaired  service  that  might  result. 

(e)  If   the   pressure   upon    this   committee   by   those    opposing   the 
Transportation  Act  should  result  in  the  destruction  of  the  machinery 
provided   in   the  act  for  the   co-ordination   of  the  work   of  state  com- 
missions with  that  of  the  Interstate  Commerce  Commission,  no  poliry 
can  be  adopted  by  the  latter  under  which  any  measure  of  return   on 
the   aggregate   value   of  railroad    property  could   properly    be   provided 
for,  whether  named  in  the  act  or  left  to  be  named  by  the  Commission. 
When   the   government    has    provided   regulatory    agencies    to    regulate 
rates  and  wages,  not  to  provide  at  the  same  time  for  the  adjustment 
of  intrastate  rates  that  burden  the  interstate  structure,  would  produce 
conditions  difficult  to  meet  through  means  other  than  by  taxation. 

A  number  of  the  officials  of  mutual  savings  banks,  repre- 
senting the  various  sections  of  the  country,  attended  the  hear- 
ing and  filed  a  protest  against  repeal  of  the  rate-making  pro- 
visions and  the  provision  relative  to'  the  Commission  having 
jurisdiction  over  intrastate  rates. 

George  E.  Brock,  president  of  the  National  Association  of 
Mutual  Savings  Banks  of  the  country,  and  also  president  of  the 
Home  Savings  Banks,  Boston,  Mass.,  spoke  briefly  on  behalf 
cf  all  the  mutual  savings  banks. 

There  were  also  present  representatives  of  leading  life  in- 
surance companies,  including  the  New  York  Life,  the  Metro- 
politan, Massachusetts  Mutual,  and  Life  Insurance  Company 
of  Virginia. 

Colonel    Molitor,    chairman    of    the    association's    Board    of 
Economics,  Edgar  E.  Clark,  formerly  chairman  of  the  Interstate 
Commerce  Commission,  Forney  Johnston  and  Walter  L.  Fisher 
of  counsel  of  the  association,  will  be  heard  later. 
Scandrett  Appears  for  Executives 

H.  A.  Scandrett,  for  the  Association  of  Railway  Executives, 
discussing  the  intrastate  rate  situation,  said  Mr.  Benton,  for 
the  state  commissions,  had  begged  the  entire  question  at  issue 
by  saying  that  the  increases  authorized  by  the  Commission  and 
the  state  commissions  were  too  great.  He  said  the  action  of 
the  state  authorities,  which  refused  increases  equal  to  those 
granted  on  interstate  commerce,  constituted  an  unlawful  regula- 
tion of  intrastate  commerce.  He  said  unjust  discrimination  was 
the  making  of  a  different  charge  for  a  like  service  under  similar 
circumstances  and  conditions. 

Mr.  Scandrett  said  the  charge  by  Mr.  Benton  that  the  trans- 
portation act  was  responsible  for  the  difficult  period  through 
which  the  country  was  passing,  could  not  be  sustained.  He- 
asserted  that  the  provisions  in  the  law  under  attack  were  in 
no  wise  responsible  for  "our  present  trouble." 

"In    point    of    fact,"    said    he,    "the    transportation    act    did 
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littli-  more  i han  to  crystallize  into  statute  law  what  was  already 
the  law  ni  I  lie  land  under  the  decisions  of  the  Supreme  Court 
<>i  the  United  States.  Since  the  decision  of  that  court  in  the 
well  known  Slinveport  case  the  Interstate  Commerce  Commis- 
sion's iiiiihority  to  correct  a  discriminatory  adjustment  of  rate,; 
proposed  by  state  authority  has  been  settled  law." 

The  witness  dwelt  on  the  situations  which  would  have  cre- 
ated if  the  carriers  had  not  appealed  to  the  Commission  to  re- 
move the  discrimination  caused  by  the  lower  state  rates.  He 
pointed  to  the  fact  that  California  had  granted  the  same  in- 
i  icase  as  fixed  by  the  Commission,  while  Nevada  had  declined 
to  grant  any  increases,  and  said  that  it  would  not  have  been 
fair  to  California  not  to  have  protested  against  that  condition. 
He  referred  to  similar  conditions  in  other  states. 

In  the  discussion  relative  to  speeding  up  the  hearings,  Mr. 
Thorn  said  it  was  proposed  to  "stampede  the  committee"  into 
making  the  proposed  changes  in  the  law  and  that  time  should 
be  afforded  for  a  thorough  exposition  of  the  underlying  principles. 

"In  fairness  to  the  railroads,"  interjected  Senator  Fernald, 
'I  think  we  should  conclude  these  hearings  and  begin  to  legis- 
late." 

In  a  discussion  of  what  constitutes  discrimination.  Chair- 
man Cummins  said  he  had  no  desire  to  criticize  the  transpor- 
tation act  and  that  he  thought  the  law  was  right,  but  that  he 
did  not  believe  that  in  a  country  such  as  the  United  States,  de- 
sirable as  it.  might  be,  that  uniformity  could  be  obtained  in 
transportation  charges. 


VALUATION  BILL  HEARING 

The  Traffic  World  Washington  Bureau 

John  E.  Benton,  general  solicitor  of  the  National  Association 
of  Railway  and  Utilities  Commissioners,  testifying  before  the 
House  committee  on  interstate  and  foreign  commerce  November 
15  and  16  on  the  valuation  bill,  which  would  relieve  the  Commis- 
sion from  ascertaining  and  reporting  the  cost  of  reproduction 
of  carrier  lands,  said  the  measure  was  a  bill  to  protect  the  public 
from  further  increases  in  railroad  values  which  he  said  were 
already  unduly  high  and  from  resulting  unjust  and  extortionate 
rates. 

"The  values  now  reported  by  the  Commission,  without  the 
inclusion  of  a  multiplied  land  value,  are  most  generous,"  said 
Mr.  Benton. 

"Under  cross-examination  before  the  Interstate  Commerce 
Commission,  in  the  1920  advanced  rate  case,  Mr.  Hulme,  vice- 
chairman  of  the  Railroad  Presidents'  Conference  Committee, 
which  has  the  supervision  of  the  valuation  work  of  the  carriers, 
testified  as  follows: 

Q.  Do  you  question  that  the  present  land  value,  which  will  he 
reported  hy  the  Commission,  will  immensely  exceed  what  was  paid  for 
those  lands  when  they  were  acquired? 

A.  I  do  not  question  it.  and  I  confidently  helieve  that  it  will  very 
considerably  exceed  the  cost  of  the  land  for  the  country  as  a  whole. 

Q.     It  will  exceed  it  hy  hundreds  of  millions  of  dollars,  will  it  not? 

A.     Easily  by  hundreds  of  millions  of  dollars. 

Q.     It  may  reach  billions? 

A.     It  may. 

"The  Supreme  Court  has  said: 

The  company  would  certainly  have  no  ground  of  complaint  If  it 
were  allowed  a  value  for  these  lands  equal  to  the  fair  average  market 
value  of  similar  land  in  the  vicinity,  without  additions  by  the  use  of 
multipliers,  or  otherwise,  to  cover  hypothetical  outlays. 

"The  Interstate  Commerce  Commission  without  division 
recommends  the  passage  of  this  bill. 

"One  of  the  last  official  acts  of  the  late  Hon.  Charles  A. 
Prouty,  director  of  valuation,  was  to  write  a  letter  to  Senator 
Cummins  in  favor  of  this  bill. 

"From  the  beginning  of  valuation  work  the  members  •  of 
the  state  railroad  and  utilities  commissions  have  urged  the  In- 
justice of  a  multiplied  land  value,  and  now  urge  the  necessity  of 
passing  this  bill. 

"The  bill  was  introduced  at  the  last  session  by  Congressman 
Esch,  chairman  of  this  committee. 

"A  sub-committee  of  the  Senate,  composed  of  Senators  Cum- 
mins, LaFollette  and  Pomerene,  reporting  on  an  identical  bill  in 
the  Senate,  said:  'It  would  be  outrageously  unjust  to  find  a 
value  largely  contributed  by  the  existence  of  the  railroad  and 
then  multiply  that  value  by  2,  3  or  4  because  a  right-of-way 
strip  would  cost  more  per  acre  than  the  adjacent  land  is  worth 
per  acre.' 

"It  is  therefore  true  that  the  Supreme  Court,  the  Interstate 
Commerce  Commission,  the  Director  of  Valuation,  the  chairman 
of  this  committee  at  the  last  sssion,  the  chairman  of  the  Senate 
committee,  and  a  sub-committee  of  the  Senate  have  all  of  them 
favored  the  passage  of  this  bill. 

"If  the  carriers  can  secure  the  defeat  of  this  bill,  and  suc- 
ceed  in  forcing  the  allowance  of  a  multiplied  land  value,  it  will 
mean  many  billions  of  dolars  in  added  freight  charges  in  years 
io  rome. 

"We  beieve  that  the  interest  of  the  country  is  too  vitally 
affected  by  the  subject  matter  of  the  bill  for  the  committee  to 
permit  it  to  die  in  committee,  or  to  be  reported  too  late  to  pass 
to  final  enactment  The  bill  has  now  been  before  Congress  for 
eighteen  months.  Voluminous  hearings  have  been  held.  We  are 
entirely  confident  that  Congress  will  believe  that  the  bill  ought 
now  either  to  be  killed  or  passed." 


PLAN  FOR  REDUCED  RATES 

At  a  meeting  In  New  York  November  16  of  nil  the  ni<rnt»r 
roads,  the  committees  of  railroad  executive  Him  had  confei  r.-.l 
with  lh<<  Interstate  Commerce  ComminHlon  November  12  i 
Us  report  and  recommendations,  which  were  udopted  T  I**- 
Witt  Cuyler,  chairman  of  the  Association  of  Railway  Kxecutlren 
gave  out  ihe  following  statement: 

"The  executives  of  the  r»ilr»aria  nf  tt.»  im.tff|  Hfate«  today 


determined  to  i 


a  period  of  «!»  months 
" 


, 

of  10  per  cent  in  ca"r  load  freight  rao.rm 
.  Any  reduction  In  such  rate*  made  since  Septemg? 
1,  1920,  to  be  constituted  a  part  of  such  10  per  cent.  This  reduc- 
tion to  be  put  in  effect  without  waiting  for  a  reduction  in 
wages.  This  reduction  is  to  apply  throughout  the  entire  terri- 
tory of  the  United  States,  except  on  traffic  moving  wholly  with- 
in New  England. 

"The  railroads  havp  already  reduced  flight  ,-„.».  a..h...n. 
IftllY  from  the  level  established  bv  the  Comml^lm,  |n  rt||ff1|n, 
122JL  Tlle  reductions  already  made  are  estimated  as  accurately 
as  can  be  to  Involve  a  loss  of  revenue  at  the  rate  of  $175  000  ooo 
to  $200,000,000  annually.  These  reductions  on  many  roads  repre- 
sent a  loss  much  greater  than  any  corresponding  saving  realized 
from  reductions  in  wages  already  effected.  The  railroads  are 
furthermore,  awaiting  decisions  of  the  Labor  Board,  which  u 
is  hoped  will  relieve  the  companies  from  the  expense  of  many 
onerous  and  uneconomical  working  conditions. 

"The  railroads  are  not  in  a  financial  p/i-iti™.   .~  ma\,a 


sacrifice      Unless  there 
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from  the  net  earnings  of  the  railroads 
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have  taken  the  first  step  in  relieving  existing  business  depres- 
sion and  have  given  an  earnest  of  their  fixed  purpose  to  re- 
duce rates  and  to  relieve  at  the  earliest  practicable  moment,  as 
far  as  reasonably  possible,  the  transportation  burden  on  tho 
public. 

"The  resolutions  adopted  at  the  meeting  were  as  follows: 

1.  A   reduction,   for  an  experimental   period  of  six  months,  of   10 
pel   cent  in  carload  rates  on  wheat,  corn.  oats,  other  grain,  flour  and 
meal.   hay.   straw,   and  alfalfa,   manufactured   tobacco,   cotton,   cotton- 
seed and  products  (except  cottonseed  oil  and  cottonseed  meal)    citnis 
fruits,  other  fresh  fruits,  potatoes,  other  fresh  vegetables,  dried  fruits 
and  vegetables,  horses  and  mules,  cattle  and  calves,  sheep  and  goats 
hogs,    poultry,   eggs,    butter   and   cheese,   and    wool,    any    reduction    In 
such  rates  made  since  September  1,  1920.  to  constituted  part  of  this 
10  per  cent;   it  being  understood   that  such   reduction   of  10  per  cent 
shall  not  apply  to  traffic  moving  wholly  within  New  England    and  that 
if  the  reduction  of  wages  and  labor  expenses  referred  to  in  paragraph 
2  hereof  is  put  into  effect  prior  to  the  expiration  of  the  said  experi- 
mental period,  this  limitation  of  six  months  shall  not  apply  to  the  said 
reduction   in   rates.     It  should  be  noted  that   the  loss  of  revenue  re- 
sulting from  this  reduction  would  all  come  out  of  the  net  revenues  of 
the  carriers. 

2.  The  necessary  steps  under  the  law.  including:  in  case  of  failure 
to  agree  in  conference,  an  application  to  the  United   States   Railroad 
I^abor  Board,   to  be  filed  as  promptly  as  possible,   for  a  reduction   in 
the  wages  of  employes,  with  the  understanding  that,  concurrently  with 
such  reduction   in  wages,   the  benefit  of   the  reduction   thus  obtained 
shall,  in  a  manner  approved  by  the  Interstate  Commerce  Commission 
be  passed  on  to  the  public  in  the  reduction  of  existing  railroad  rates. 
except  in  so  far  as  such  reductions  in   rates  have  been   made   In   the 
meantime. 

3.  An  application  to  the  Interstate  Commerce  Commission   for  a 
rehearing  of   the'  hay  and   grain   case   and   meanwhile   for   a   general 
inquiry  by  the  Commission   to  ascertain  whether,   until  a   substantial 
reduction  can   be  secured  in   the  labor  and   other  coats  of  operation. 
any   further   reduction   in   rates   could    lawfully    be    required   or,    with 
due  regard  to  the  transportation  industry.   Is  possible. 

The  association  acted  on  the  report  made  to  It  by  Its  exec- 
utive committee  by  merely  adopting  a  motion  to  approve  the 
recommendation.  The  report  and  the  recommendations,  for  the 
reduction  in  rates  and  the  move  for  reduction  in  wages  and 
labor  costs,  as  approved  by  the  association,  are  as  follows: 

"The  executive  committee  of  the  association,  having,  pur- 
suant to  the  direction  of  the  standing  committee,  given  at  a 
meeting  on  the  13th  day  of  September,  1921,  studied,  at  first 
hand  and  as  thoroughly  as  the  situation  permits,  the  conditions 
surrounding  the  railroads,  and  having,  pursuant  to  the  direction 
of  the  member  roads  at  their  meeting  of  November  10,  1921, 
conferred  with  the  Interstate  Commerce  Commission,  now  sub- 
mits to  the  member  roads  its  report  as  follows: 

"The  demand  for  a  reduction  of  freight  rates  extends 
throughout  the  country  and  Is  most  pronounced.  It  fails  to 
appreciate  the  many  thousands  of  rate  reductions  and  readjust- 
ments, which  have  been  put  Into  effect  by  the  carriers  since 
the  general  rate  increase  of  August.  1920,  and  which  are  esti- 
mated from  the  best  information  available  to  amount  to  a  loss 
of  revenue,  based  on  a  normal  year,  of  from  $175,000,000  to 
$200,000,000  a  year. 

"The  roads  are  thus  confronted  with  the  problem  of  stand- 
Ing  rigid  and  unyielding  In  the  face  of  a  public  demand  which 
is  so  insistent  and  so  extensive  as  to  amount,  for  all  practical 
purposes,  to  a  fixed  public  opinion:  or  of  making  sacrifices  in 
revenues,  already  unduly  small,  and  which  cannot  be  reduced, 
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in  justice  to  the  owners  of  the  properties  or  with  proper  regard 
to  the  public's  interest  in  adequate  transportation,  unless  ac- 
companied by  a  corresponding  reduction  in  operating  costs. 
"The  results  of  railroad  operations  for  the  year  1920  was  a 
net  railway  operating  income  of  about  62  millions,  as  against 
a  normal  in  other  years  of  more  than  900  millions,  and  even 
this  amount  of  62  millions  included  back  mail  pay  for  prior 
years  received  from  the  government  of  approximately  64  mil- 
lions, thus  showing,  when  the  operations  of  that  year  alone 
are  considered,  an  actual  deficit  before  making  any  allowance 
for  either  interest  or  dividends. 

"The  year  ended  in  serious  depression  in  all  branches  of 
industry  and  in  marked  reduction  of  the  market  demand  for  and 
prices  of  basic  commodities,  resulting  in  a  very  serious  falling 
off  in  the  volume  of  traffic. 

"In  this  situation,  a  policy  of  the  most  rigid  economy  and 
of  postponing  and  cutting  to  the  bone  the  upkeep  and  main- 
tenance of  the  properties  was  adopted  by  the  railroads.  This 
was  at  the  price  of  neglecting  and  for  the  time  deferring  work 
which  must  hereafter  and  in  the  near  future  be  done  and  paid 
for.  This  is  illustrated  by  the  fact  that,  as  of  September  15, 
1921,  over  16  per  cent,  or  374,431  in  number,  of  the  freight  cars 
of  the  carriers  were  in  bad  order  and  needing  repairs,  as  against 
a  normal  of  bad  order  cars  of  not  more  than  160,000. 

"Even  under  these  conditions  and  with  this  large  bill 
charged  up  against  the  future — which  must  soon  be  provided  for 
and  paid  if  the  carriers  are  to  perform  successfully  their  trans- 
portation duties — the  result  of  operations  for  the  first  eight 
months  of  this  year,  the  latest  available  figures,  has  been  at  a 
rate  of  net  railway  operating  income,  before  providing  for  in- 
terest or  dividends,  amounting  only  to  2.6  per  cent  per  annum 
on  the  valuation  of  the  carrier  properties  made  by  the  Inter- 
state Commerce  Commission  in  the  recent  rate  case — an  amount 
not  sufficient  to  pay  the  interest  on  their  outstanding  bonds. 
"It  is  manifest,  from  this  showing,  that  the  rate  of  return 
of  5%  or  6  per  cent  for  the  first  two  years  after  March  1,  1920, 
fixed  in  the  transportation  act,  has  not  been  even  approximated 
— much  less  reached;  and  consequently  that  the  rate  of  return 
fixed  in  the  act  does  not  control  this  situation. 

"In  analyzing  the  expenses  which  have  largely  brought  about 
this  unhappy  and  discouraging  result,  it  will  be  seen  that  by 
far  the  largest  contributing  cause  is  the  labor  costs. 

"These  constitute  three-fifths  or  more  of  railroad  expenses. 
"On  the  first  day  of  January,  1917,  when  the  government 
took  charge  of  wages  in  the  Adamson  act,  the  labor  cost  of 
the  railroads  had  not  exceeded  the  sum  of  about  1,468  millions 
of  dollars  annually.  In  1920,  when  governmental  authority  made 
the  last  wage  increase,  the  labor  cost  of  the  railroads  was  about 
3,698  millions,  or,  if  continued  throughout  the  year  instead  of 
for  the  eight  months  during  which  the  wage  increases  were 
in  effect,  the  labor  cost,  on  an  annual  basis,  would  have  been 
largely  in  excess  of  3,900  millions  of  dollars,  an  increase,  since 
the  government  took  charge  of  railroad  wages  in  the  Adamson 
act,  of  approximately  2,450  millions  of  dollars  annually.  In 
the  light  of  these  figures,  it  is  manifest  that  the  recent  reduc- 
tion by  the  Labor  Board  of  wages,  estimated  at  from  10  to  12 
per  cent,  in  no  sense  meets  or  solves  the  problem  of  labor  costs 
and  in  no  way  makes  it  possible  for  the  railroads  to  afford  a 
reduction  in  their  revenues. 

"It  is  likewise  obvious,  from  the  present  revolt  of  shippers 
against  a  level  of  rates,  which  is  not  now  sufficiently  high  to 
provide  for  the  labor  and  other  costs  of  transportation  and  to 
afford  even  a  moderate  support  to  the  industry,  that  these 
costs  impose  upon  the  transportation  industry  a  burden  sub- 
stantially greater  than  it  can  bear. 

"Under  these  circumstances  and  without  a  substantial  re- 
duction in  costs,  it  is  clearly  apparent  that  the  transportation 
industry  is  in  no  condition  to  afford  any  reduction  whatever  in 
its  revenues. 

"It  is  urged,  however,  that  a  reduction  in  rates  will  stimu- 
late traffic  and  that  increased  traffic  will  protect  the  carriers 
from  the  loss  incident  to  a  reduction  in  rates. 

"Your  committee  cannot  disguise  from  itself  the  fact  that 
this  suggestion  is  merely  conjectural  and  that  an  adverse,  result 
of  the  experiment  would  be  disastrous  not  only  to  the  railroads 
but  to  the  public,  whose  supreme  need  is  adequate  transporta- 
tion. Consequently  the  question  is  a  serious  one,  whether  the 
railroad  managements  should  venture  to  place  these  instru- 
mentalities so  essential  to  the  public  welfare  at  the  hazard  of 
such  an  experiment. 

"On  the  other  hand,  it  is  represented  to  your  committee 
that  the  wheels  of  industrial  activity  in  all  branches  of  business 
have  been  slowed  down  to  a  point  which  brings  depression  and 
distress  to  the  entire  public  and  that  something  must  be  done 
in  the  public  interest,  to  start  them  again  in  operation.  It  is 
pointed  out  that  this  is  especially  true  of  agriculture,  which  is 
suffering  to  a  greater  extent  than  any  other  industry  in  the 
reduced  prices  of  its  products  and  for  which  some  relief  must 
be  found  to  escape  an  entire  readjustment  and  a  serious  relo- 
cation of  agricultural  production. 

"It  is  urged  that  some  interest  must  take  the  first  step  in 


relieving  the  industrial  congestion  which  is  holding  business 
back  and  down,  and  that  this  first  step  cannot  await  a  prior 
reduction  of  expenses.  From  many  sources  the  railroads  are 
urged  to  take  this  first  step  and  to  rely  upon  public  opinion, 
the  support  of  which  is  confidently  assured,  to  bring  about 
promptly  the  necessary  reduction  in  operating  costs,  including 
a  just  reduction  in  the  abnormally  high  cost  of  labor. 

"Your  committee,  while  realizing  the  serious  and  disastrous 
consequences  involved  in  a  failure  of  the  experiment  not  only 
to  the  railroads  themselves  but  to  the  public  dependent  upon 
them  for  the  means  of  transportation  and  for  the  facilities  of 
doing  business,  but  relying  upon  the  public  for  effective  aid  in 
bringing  about  the  necessary  reduction  in  the  labor  and  other 
costs  of  transportation,  and  hoping  for  the  co-operation  of  labor 
itself  to  that  end,  have  concluded  to  recommend  to  the  mem- 
ber roads  to  take  the  first  step  in  relieving  the  existing  business 
congestion,  and,  without  awaiting  for  a  prior  or  a  simultaneous 
reduction  in  expenses,  to  give  an  earnest  of  their  fixed  purpose 
to  reduce  rates  and  to  relieve,  at  the  earliest  practicable  mo- 
ment, as  far  as  reasonably  possible,  the  transportation  burden 
on  the  public,  by  initiating  and  putting  into  effect  the  following 
program:"  (Here  follow  the  resolutions  as  printed  above.) 


COMMISSION  IS  SYMPATHETIC 

The  Traffic  World  Washington  Bureau 

The  announcement  by  the  carriers  in  New  York,  November 
16,  of  their  program  for  reducing  freight  rates,  following  a  con- 
ference November  12  with  members  of  the  Commission  by  a  com- 
mittee of  railroad  executives,  has  led  to  the  assumption  that 
a  definite  plan  had  been  agreed  on  by  the  executive  committee  of 
the  association  of  executives  and  the  commissioners,  involving 
a  promise  by  the  commissioners  that  they  would  do  something 
if  the  railroads  would  do  something. 

The  commissioners  are  expected  to  say  something  publicly 
to  show  there  was  no  agreement  or  understanding.  At  the  time 
this  was  written,  however,  they  had  done  nothing  along  that 
line. 

At  the  office  of  Alfred  P.  Thorn,  general  counsel  for  the  As- 
sociation of  Railway  Executives,  it  was  asserted  with  emphasis 
that  there  was  no  agreement.  It  was  added  that  the  executives 
asked  no  pledge  by  the  commissioners  and  would  have  considered 
a  pledge  or  promise  by  them,  with  regard  to  a  rate  or  rates,  as 
highly  improper  and  tending  to  destroy  public  confidence  in  a 
quasi  judicial  body,  which  must  keep  its  doors  open  to  all  known 
and  all  possible  complainants. 

It  was  admitted,  however,  that  the  discussion  between  the 
members  of  the  Commission  and  the  executive  committee  was 
sympathetic.  It  was  also  admitted  that  when  the  conference 
of  November  12  came  to  an  end  the  commissioners  knew  that 
the  executive  committee  would  recommend  to  the  association 
exactly  what  was  resolved  at  the  meeting  November  16.  A 
further  fact  is  that  some  of  the  commissioners  frankly  con- 
gratulated the  railroad  presidents  on  their  determination  to  ad- 
vise their  colleagues,  notwithstanding  that  the  carriers  during 
the  twelve  months  following  the  last  general  advance  in  rates, 
had  a  net  operating  income  of  only  about  2.7  per  cent,  to  as- 
sent to  a  reduction  of  10  per  cent  on  farm  products. 

It  is  a  moral  certainty  that  the  10  per  cent  reduction  will 
be  substituted  for  the  reduction  advised  by  the  Commission  in 
the  western  grain  rate  case.  Application  for  reopening  of  that 
case  was  filed  by  J.  N.  Davis  for  the  western  carriers,  immedi- 
ately after  the  adoption  of  the  resolution  announcing  the  inten- 
tion to  make  a  reduction  on  the  whole  agricultural  list. 

At  the  same  time  a  petition  by  the  railroads  for  a  general 
inquiry  was  being  prepared.  That  could  take  the  form  of  a  re- 
opening of  Ex  Parte  No.  74  or  the  initiation  of  another  similar 
proceeding. 

The  program  adopted  at  New  York  November  16  was  sub- 
stantially that  which  was  recommended  by  the  executive  com- 
mittee to  the  general  meeting  of  the  association  at  Chicago,  Oc- 
tober 14.  It  was  not  adopted  because  of  opposition  by  influential 
western  railroads,  the  northern  transcontinental  lines  being  the 
ones  credited  with  having  persuaded  the  association  that  it 
should  not  adopt  what  was  agreed  on  at  the  New  York  meeting 
a  little  more  than  a  month  later. 

The  executives  learned  at  the  conference  with  the  commis- 
sioners November  12  that  they  had  been  considering  seriously 
for-  a  month  a  general  investigation  with  a  view  to  coming  to 
a  conclusion  as  to  whether  the  railroads  should  be  asked  to  make 
reductions.  They  also  heard,  what  they  had  heard  before  the 
Chicago  meeting  of  October  14,  that  J.  R.  Howard  and  others 
who  took  a  prominent  part  in  the  western  grain  rate  case  were 
favorably  disposed  toward  the  suggestion  that  a  ten  per  cent 
sduction  on  all  farm  products  be  substituted  for  the  12.5  per 
cent  reduction  on  wheat  and  the  larger  ones  on  corn  and  other 
coarse  grains.  The  latter  would  have  resulted  from  the  re- 
establishment  of  the  relationship  of  rates  on  wheat  and  coarse 
grains  broken  by  General  Order  No.  28. 

While  there  was  no  "agreement"  between  the  commissioners 
and  the  rail  executives,  it  is  believed  to  be  wholly  and  accurately 
dscriptive  to  say  that  the  two  sets  of  men  looked  at  each  other 
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across  the  table  and  that  the  executives  came  to  the  conclusion 
iliiii  it  Ilicy  would  adopt  the  program  proposed  but  rejected  at 
Chicago  October  14,  the  commissioners  would  allow  them  to 
substitute  the  10  per  cent  reduction  for  the  one  advised  in  tin- 
western  grain  rate  case  and  would  institute  a  general  inquiry 
to  determine  whether  it  would  be  decent  for  the  public  to  Insist 
upon  further  reduction  in  rates,  In  advance  of  any  lowering 
of  wages  or  reductions  in  labor  costs.  It  is  believed  they  also 
came  to  the  conclusion  that  the  commissioners  would  resist  the 
demands  of  shippers  of  other  kinds  of  freight  for  reduction  in 
l heir  rates  by  the  method  adopted  in  respect  of  products  of  the 
farm. 

Whether  their  conclusions  were  warranted  they  were  willing 
in  lake  a  chance  on  finding  out,  especially  In  view  of  the  fact 
i hat  n  number  of  commissioners  hold  the  view,  regardless  of 
the  right  or  wrong  of  it,  the  public  verdict  is  that  there  must 
In-  reductions  in  rates.  The  executives,  after  their  conference, 
also  knew  that  the  view  of  some  of  the  commissioners  is,  and 
for  a  long  time  has  been,  that  the  carriers  will  be  in  much  better 
standing  with  the  public  and  avoid  adverse  congressional  action 
by  accepting  losses  in  revenue  which  will  make  it  certain  that, 
unless  there  is  a  big  revival  in  business  following  the  reduction 
in  rates,  the  railroads  will  have  a  hard  time  obtaining  enough 
net  railway  operating  revenue  to  pay  the  interest  on  their  bonds. 

In  other  words,  the  executives  learned,  from  that  conference, 
that  the  public  has  believed  the  assertions  of  the  labor  leaders 
and  the  implications  from  utterances  of  members  of  the  Labor 
Board,  that  they  had  not  passed  on  to  the  public  the  reduction 
in  wages  ordered  by  the  board  as  of  July  1;  and  that  the  public 
seemed  wholly  unaware  of  the  fact  that  that  reduction  in  wages 
was  needed  to  give  the  railroads  half  a  chance  to  get  on  their 
feet,  instead  of  being  something  that  should  be  translated  into 
freight  reductions  for  the  future. 

In  reaching  the  conclusion  expressed  in  their  resolutions, 
the  executives,  it  is  well  understood,  agreed  that  there  are 
economic  reasons  why  an  effort  should  be  made  to  put  agricul- 
ture on  its  feet,  even  if  the  sacrifice  is  to  be  made  by  an  industry 
that  itself  is  not  prosperous,  which  were  not  as  potent  with 
regard  to  other  industries.  As  before  set  forth,  the  conference 
between  the  executive  committee  and  the  commissioners  was 
sympathetic.  From  that  it  is  believed  to  be  safe  to  infer  that, 
on  the  showings  thus  far  made,  the  Commission  will  not  advise 
the  carriers  to  go  farther  with  general  reductions. 

That  showings  in  behalf  of  other  industries  have  been  made 
is  to  be  regarded  as  certain.  It  became  known,  after  the  execu- 
tives agreed  on  a  program,  that  the  files  of  the  Commission  con- 
tain applications  from  practically  every  class  of  shippers  for 
reductions  in  rates.  The  Commission  has  never  made  these 
applications  public.  Some  of  the  shippers  have  given  out  copies 
of  what  they  filed  with  the  Commission,  but  the  regulating  body 
has  not  helped  create  any  part  of  the  public  demand  for  lowering 
of  rates,  at  least  not  by  any  publicity  it  has  given  to  applications 
for  a  reopening  of  Ex  Parte  No.  74  or  arguments  in  behalf  of 
reductions  by  the  "voluntary"  action  of  the  carriers. 


ATTITUDE  OF  TRAFFIC  LEAGUE 

When  W.  H.  Chandler,  of  Boston,  presidentof  the  National 
Industrial  Traffic  League,  saw  in  The  Daily  Traffic  World  the 
plan  of  the  carriers  for  a  10  per  cent  reduction  on  agricultural 
commodities,  he  made  the  following  statement: 

"The  National  Industrial  Traffic  League  is  squarely  on  record 
that  rate  reductions  should  take  place  in  the  same  manner  as 
rates  were  increased.  All  shippers  were  taxed  alike  and  the 
necessity  for  so  doing  was  emphasized  by  the  Commission  and 
by  the  carriers  when  rates  were  increased.  It  is  only  fair  that 
when  rates  are  to  be  reduced,  all  interests  should  be  benefited 
alike. 

"I  regret  exceedingly  to  see  that  the  carriers  are  getting  into 
politics,  when,  for  twenty-five  years,  we  have  been  trying  to  get 
them  out  and  keep  them  out  of  politics.  If  our  rate  structure 
of  the  future  is  to  be  influenced  largely  by  political  pressure,  we 
might  as  well  abolish  the  Interstate  Commerce  Commission  and 
play  the  game  of  the  longest  pole  getting  the  persimmon. 

"It  is  apparent  that  the  railway  executives  are  not  in  touch 
with  traffic  conditions.  If  they  would  get  closer  to  the  public 
and  discontinue  their  publicity  campaign,  in  my  opinion,  they 
would  better  serve  the  interests  which  they  are  supposed  to 
serve.  The  general  impression  prevails  among  a  large  number 
of  shippers  that  the  railway  executives — at  least  some  of  them — 
are  hoping  to  maintain  the  present  high  rates  after  getting  labor 
costs  reduced,  and  that  by  reducing  the  rates  on  farm  products 
they  are  playing  a  political  game  in  which  there  is  great  danger. 
I  know  of  nothing  that  will  cause  a  stronger  sentiment  in  favor 
of  government  ownership  than  the  policy  which  is  being  pursued 
by  the  railroads  at  this  time.  In  my  opinion,  government  owner- 
ship is  much  nearer  than  many  people  suppose. 

"When  the  railway  executives  met  with  the  executive  corn- 
mil  lee  of  the  National  Industrial  Traffic  League,  before  their 
applications  were  filed  in  Ex  Parte  74,  they  unequivocally  stated 
i  hat  it  would  be  their  aim  to  maintain  rate  relationship  of  long 
standing.  With  the  exception  of  the  Atlantic  Seaboard-Chicago 


adjuHlmcni,  no  effort  has  been  made  to  realign  ralt-H,  and  the 
promises  made  by  the  railway  executives  remain  unfulfilled 

"A  percentage  reduction,  however  small,  would  tend  to  re- 
store the  relationships  between  competing  communities  on  which 
the  business  of  this  country  has  been  developed.  To  my  mind, 
it  Is  unfortunate  that  the  policy  of  these  carriers  Is  dominated 
by  men  who  know  so  little  about  traffic  conditions. 

"While  undoubtedly  political  expediency  determined  the  ac- 
tion of  the  carriers  In  this  case,  in  my  opinion,  their  action  in 
preferring  certain  commodities  to  the  exclusion  of  others  Is  the 
first  move  In  bringing  down  their  house  upon  their  heads.  If 
they  expect  to  satisfy  the  great  shipping  public  composed  of 
by  far  the  largest  majority  of  shippers  who  have  not  been 
benefited  by  rate  reductions,  by  moves  of  this  kind,  they  will 
be  sadly  disappointed. 

"If  the  Commission  has  approved  the  plan  of  the  railway 
executives  for  reducing  rates,  it  should  not  find  fault  If  the  great 
confidence  which  the  shipping  public  has  heretofore  placed  In 
the  Commission  is  seriously  Impaired.  The  Commission  has 
frequently  been  commended  because  of  its  freedom  from  political 
interference.  It  would  be  unfortunate  indeed  If  the  conditions 
which  prevailed  during  the  United  States  Railroad  Administra- 
tion should  return." 

On  November  14,  President  Chandler  sent  the  following 
telegram  to  Mr.  Cuyler,  chairman  of  the  Association  of  Rail- 
way Executives: 

At  the  League's  annual  meeting  held  at  Chicago  last  week  the 
membership  unanimously  approved  the  action  of  our  executive  com- 
mittee taken  September  23  and  communicated  to  you  September  24. 
Understand  carriers  met  with  Interstate  Commerce  Commission  Sat- 
urday last,  as  you  indicated  in  your  wire  November  flrst,  and  that 
you  are  to  meet  in  New  York  Wednesday  this  week  for  further  con- 
sideration of  this  subject.  Persistent  rumors  reach  me  that  carriers 
are  opposed  to  the  plan  approved  by  the  League  whereby  ratf 
reductions  would  be  made  on  basis  used  when  rates  were  advanced 
and  that  reductions  are  to  be  brought  about  by  the  treatment  of 
specific  commodity  rates.  Whether  these  rumors  have  any  founda- 
tion I  do  not  pretend  to  judge,  but  if  they  reflect  the  views  held  and 
action  contemplated  by  the  carriers  I  venture  to  predict  that  shippers 
whose  rates  have  not  been  readjusted  and  who  constitute  a  large 
majority  of  all  shippers  will  not  approve  the  selection  of  particular 
commodities  for  preferred  treatment  to  the  exclusion  of  all  others. 
Whatever  reduction  is  made  should  be  applied  generally  without  dis- 
crimination just  as  the  advances  were'  applied.  Any  other  procedure 
will  cause  intense  dissatisfaction  and  undoubtedly  will  result  In 
urgent  appeals  to  Congress  for  legislation  looking  towards  Impartial 
treatment.  If  rumors  are  without  foundation  will  you  so  advise  me 
and  I  will  promptly  inform  our  members. 

Mr.  Cuyler  wired  the  following  reply  November  15: 

Your  telegram  fifteenth.  Member  roads  are  to  meet  Wednesday 
afternoon  in  New  York  to  consider  report  from  executive  committee 
as  to  result  of  informal  conference  with  Interstate  Commerce  Com- 
mission lust  Saturday.  Am  not  in  position  to  advise  in  advance  the 
nature  of  the  report  until  action  Is  taken-. 

No  further   reply   has   yet   been   received   by   Mr.   Chandler. 

Under  date  of  November  15  Mr.  Chandler  wrote  as  follows 
to  Chairman  McChord  of  the  Commission: 

"I  have  just  received  the  following  communication  from 
a  prominent  shipper's  representative,  who  is  also  a  member  of 
the  executive  committee  of  The  National  Industrial  Traffic 
League: 

Last  night's  Chicago  papers  published  an  item  to  the  effect  that 
the  eastern  roads  would  immediately  file  their  application  for  a  10 
per  cent  further  reduction  in  the  pay  and  that  a  committee  had  been 
appointed  to  go  to  Washington  to  consult  with  the  Commission  as  to 
how  (if  this  reduction  in  expenses  is  brought  about)  it  may  be 
translated  Into  a  reduction  in  rates. 

The  general  advance  in  rates  under  Ex  Parte  74  came  about  In 
compliance  with  certain  provisions  of  the  Transportation  Act,  that  Is 
to  say,  an  effort  to  bring  the  earnings  of  the  carriers  up  to  approx- 
imately 5J/£  per  cent  on  the  value  of  their  property  fixed  by  the  Com- 
mission in  that  decision.  No  consideration  whatever  was  given  to 
whether  or  not  the  rates  then  in  effect  were  Just  and  reasonable: 
the  entire  advance  was  made  for  the  single  purpose  abos-e  stated,  and 
properly,  every  shipper  In  the  country  was  made  to  pay  the  advance 
over  and  above  the  rates  in  effect  at  the  conclusion  of  the  hearing. 
Therefore,  this  tax  in  the  interest  of  the  carriers  was  assessed 
against  every  pound  of  traffic  and  against  every  man,  woman  and 
child  in  the  country. 

Disregarding  the  purpose  of  the  Act  and  the  action  of  the  Inter- 
state Commerce  Commission  the  carriers  have  proceeded  since  the 
decision  to  reduce  here  and  there  as  seemed  to  best  conserve  their 
interests  or  the  Interests  of  certain  favored  shippers,  or  both.  Now 
it  comes  about  the  Commission,  ignoring  the  provisions  of  the  law. 
has  reduced  the  rates  on  live  stock  and  attempted  to  reduce  the 
rates  on  grain  and  grain  products,  not  In  conformity  with  the  Art 
but  as  stated,  in  the  public  Interest. 

I  feel,  and  I  know  our  people  do,  that  those  who  continue  to  pay 
the  high  rates  are  discriminated  against  in  favor  of  those  who  have 
been  fortunate  enough  to  have  reductions  made  on  their  respective 
commodities,  that  the  procedures  have  been  Improper  In  large  meas- 
ure, and  that  Inasmuch  as  the  entire  country  is  groaning  under  high 
rates  and  taking  into  consideration  the  purpose  for  which  the  rates 
were  advanced,  the  only  proper  reduction  In  rates  is  a  general  reduc- 
tion In  the  interest  of  all  concerned.  I  believe  this  is  the  attitude  of 
the  League,  In  fnct  I  know  it  to  be.  and  I  am  writing  you  In  the 
hope  that  you  will  feel  authorized  and  see  your  way  clear  to  Imme- 
diately communicate  the  substance  of  this  nosltlon  to  the  Interstate 
Commerce  Commission — hut  in  language  which  you  know  so  much 
better  how  to  fully  set  forth  to  the  Commission — that  If  further 
reductions  in  rates  are  made  In  Eastern  and  Southern  or  Western 
territories,  in  keeping  with  the  proposed  reductions  in  expenses,  the 
reductions  should  be  made  by  general  reductions  In  all  rates,  par- 
ticularly those  which  are  now  up  on  the  basis  established  In  Ex 
Parte  74,  to  the  end  that  all  the  people  of  the  country  may  benefit 
in  the  same  manner  in  which  thev  were  assessed  when  the  general 
;idv.'inre  wns  mnde.  I  cnnnot  feel  thnt  we  should  permit  the  cnr- 
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Hers  to  go  to  Washington  and  make  a  deal  to  reduce  rates  here  and 
there  on  certain  commodities,  leaving  the  rest  of  us  all  in  the  air. 
As  you  know  better  than  I  do  we  are  extremely  embarrassed  in  our 
efforts  to  move  traffic  from  the  Kast  and  distribute  it  in  the  Bast, 
while  the  Eastern  section  is  in  a  worse  situation  if  possible  than 
we  are. 

"This  letter,  I  am  very  sure,  expresses  the  views  of  a  largo 
majority  of  shippers  and  traffic  representatives  who  are  directly 
interested  in  the  question  of  rate  reductions.  I  am  also  attach- 
ing to  this  letter  a  copy  of  telegram  which  I  have  addressed  to 
Chairman  Cuyler.  Sufficient  time  has  not  elapsed  to  warrant 
me  to  expect  a  reply,  but  no  doubt  one  will  be  forthcoming  as 
soon  as  Chairman  Cuyler  is  in  position  to  answer  it. 

"I  have  heard  more  than  one  large  shipper  say  that,  in  his 
opinion,  legislation  will  be  sought  that  will  require  the  carriers 
to  reduce  rates  in  the  same  manner  as  they  advanced  them. 
I  know  it  to  be  a  fact  that  some  railroad  men  hold  the  view 
that  some  rates  are  now,  and  for  some  time  past,  have  been,  too 
low.  If  such  be  the  case  there  is  no  reason  why  they  should 
not  give  those  rates  individual  treatment,  as  they  are  now 
proposing  in  the  case  of  certain  commodities.  Any  preferential 
treatment  of  commodities  will  be  resented  by  a  large  mass  of 
shippers  whose  rates  are  still  at  the  highest  war  peak. 

"I  do  not  know,  nor  do  I  ask,  what  arrangements  were  made 
with  respect  to  rate  reductions  at  the  conference  held  November 
12.  As  I  understand,  from  newspaper  reports,  the  proceedings 
of  that  conference  were  not  to  be  given  out.  I  feel  that  you 
should  know  the  general  attitude  of  the  shipping  public  and  I 
think  it  is  admirably  expressed  in  the  letter  which  I  quoted 
above." 


OPPOSES  PERCENTAGE  REDUCTION 

In  a  personal  letter,  addressed  to  Milton  Harrison,  secretary 
of  the  National  Association  of  Owners  of  Railroad  Securities,  in 
answer  to  the  statement  issued  by  the  association  recently  and 
printed  in  The  Traffic  World,  November  5,  M.  D.  Warren,  traffic 
manager  of  the  Trenton,  N.  ].,  Chamber  of  Commerce,  asserted 
that  the  present  agitation  for  a  general  rate  reduction  was  based 
on  sentimental  and  political  considerations  resulting  from  propa- 
ganda methods  inaugurated  by  the  carriers  themselves  at  the 
time  the  Ex  Parte  74  increases  were  granted. 

"I  am  firmly  convinced,"  said  Mr.  Warren,  "that  this  condi- 
tion, this  attempt  to  reduce  rates  on  sentimental  and  political 
considerations,  is  absolutely  the  fault  of  the  carriers  themselves. 
I  say  this,  because  of  the  fact  that  in  all  their  past  efforts 
to  obtain  increases,  literally  tons  of  printed  matter,  together 
with  correspondence,  speeches  and  every  other  means,  were  used 
to  arouse  public  sentiment  in  favor  of  the  increases.  I  recall 
very  distinctly  the  campaign  which  resulted  in  the  increases 
granted  under  Ex  Parte  74,  when  the  Commission  was  flooded 
with  letters  and  resolutions  from  organizations  and  individuals, 
who  admittedly  were  not  skilled  in  such  matters,  asking  that 
the  increases  be  granted,  all  as  a  result  of  the  propaganda  of 
the  railroads.  This  was  in  turn  reflected  in  political  circles  and 
we  had  increases  granted  largely  because  of  sentimental  and 
political  expressions  and  activities." 

In  the  main,  Mr.  Warren  said,  he  agreed  with  the  statements 
made  by  the  association  regarding  the  necessity  for  continuing 
section  422  of  the  transportation  act  in  effect.  He  objected,  how- 
ever, to  the  provision  of  the  section  which  forces  the  carriers 
to  turn  back  one-half  of  all  earnings  in  excess  of  6  per  cent. 
The  reason  for  writing  the  letter,  he  said,  was  to  point  out  that 
rates  were  improperly  adjusted  under  Ex  Parte  74,  and  that  a 
percentage  reduction  at  the  present  time  would  increase  the  mal- 
adjustment. He  said,  in  part: 

The  real  object  of  this  letter  is  to  direct  your  attention  to  the 
fact  that  rates  were  improperly  adjusted  in  the  increase  of  August  26, 
1920,  by  placing  too  heavy  a  burden  upon  low  grade  commodities,  and 
that  readjustments  are  not  being  effected  rapidly  enough.  This  is  the 
main  cause  of  the  trouble,  in  my  judgment,  and  the  way  to  correct  it 
is  to  speed  up  reductions  along  the  lines  suggested.  To  this  end,  and 
also  in  order  that  the  debacle  of  1920  may  not  recur.  I  would  suggest 
at  least  a  closer  touch  between  the  owners  of  railroad  securities  and 
the  railroad  officers. 

What  I  think  should  be  done,  is  that  no  rates  should  at  the  present 
time  be  reduced  unless  it  could  be  shown  that  such  reduction  would 
actually  add  to  the  revenues  of  the  carriers  by  way  of  increased 
traffic,  either  directly  or  indirectly.  I  realize,  of  course,  that  it  is 
hard  to  determine  when  reduced  rates  will  indirectly  increase  the 
revenues  of  the  carriers.  Where  they  will  increase  the  revenues 
directly  it  is  easily  determined,  »s  is  illustrated  bv  rates  on  such  com- 
modities as  brick,  building  stone,  crushed  stone,  gravel,  etc.  The 
present  rates  have  resulted  In  localizing  the  business  with  sub- 
stantially no  revenue  to  the  carriers,  a  large  portion  of  the  business 
going  to  motor  trucks.  I  may  say  here  that  I  have  taken  such  in- 
stances to  the  carriers  and  it  has  been  extremely  difficult  for  me  to 
get  definite  concrete  action. 


EFFECT    OF    RATE    REDUCTIONS 

Estimates  made  by  the  railroads  as  to  the  effect  of  some 
of  the  reductions  in  rates  made  in  recent  months  are  given 
as  follows  by  the  Association  of  Railway  Executives: 

Reduction  of  $0.28  a  ton  on  coal  from  eastern  points  for  the 
northwest,  affecting  13,000.000  tons $  3.640,000 

Reduction  of  20  per  cent  in  long  haul  rates  on  cattle,  hogs 
and  sheep  west  of  the  Mississippi  10,000,000 


Reduction   in    rates   on   sand,    gravel   and    crushed   stone    in 

Eastern  Trunk  Line  territory 1,000,001 

Reduction  in  all  rates  on  iron  ore  throughout  so-called  east- 

ern  territory 5,000,001 

Reductions   on    grain,    grain    products   and    hay    west   of   the 
Mississippi    V  •••••,',•.  3a.000.000 

In  other  words,  the  railroads  have  returned  to  the  public  already, 
in  the  form  of  reduced  rates,  a  large  part  of  the  wage  reduction  of  12 
per  cent;  a  great  deal  of  it  voluntarily  long  before  that  reduction 
became  effective.  And  this  notwithstanding  that  the  railroads  as  a 
whole  have  come  nowhere  near  earning  the  5V2  to  6  per  cent  which, 
under  the  transportation  act,  they  were  to  be  permitted  (but  not  guar- 
anteed) to  earn,  as  necessary  to  the  re-establishment  of  their  credit 
and  the  assurance  to  the  public  of  adequate  dependable  service. 

The  railroads,  in  the  eight  months'  period  from  January  1,  1921,  to 
October  1,  1921,  earned  only  2.8  per  cent,  and  for  the  year  1921  will  be 
fortunate  to  exceed  3  per  cent. 

The  last  gen'eral  increase  in  railway  wages  took  effect  May  1. 
1920.  Since  then  one  reduction  (12  per  cent  of  the  increase;  has  been 
made,  taking  effect  last  July  1. 

The  increase  in  rates  did  not  take  effect  till  September,  1920,  but 
the  ink  was  hardly  dry  on  the  Interstate  Commerce  Commission's 
order  before  reductions  and  readjustments  began,  running  into  hun- 
dreds of  thousands. 

When,  under  federal  control,  rates  were  increased,  the  increases 
were  horizontal;  that  is,  the  percentage  of  increase  was  the  same  on 
all  rates.  This  produced  inequalities,  as  related  to  the  needs  of  busi- 
ness and  the  ability  of  certain  products  to  bear  the  increase. 

To  remedy  these  inequalities,  and  thus  foster  production  and 
transportation,  the  railroads  have  made  these  countless  reductions  and 
readjustments.  That  process  has  been  and  is  continuous. 

To  calculate  the  exact  amounts  in  dollars  and  cents  which  these 
reductions  and  readjustments  have  cost  the  roads  in  revenues  is  im- 
possible. But  a  fair  approximation  can  be  made. 

The  best  traffic  experts  calculate  that,  upon  an  annual  basis  with 
normal  traffic,  these  reductions  have  cost  the  railroads  not  less  than 
$200,000,000  a  year,  and  probably  millions  more. 

The  railroads  of  the  United  States  realize  that  the  best  interests 
of  the  country  demand  railroad  rates  which  bear  a  reasonable  relation 
to  the  value  of  the  commodities  transported.  They  also  realize  that 
with  the  declines  which  have  already  taken  place  in  the  values  01 
many  commodities,  including  farm  products,  existing  rates  tend  to 
become  more  and  more  unjust. 

They  have  therefore  determined  to  seek  to  reduce  rates  by  the 
only  means  in  their  power,  namely,  by  a  further  reduction  in  wages 
and  labor  cost  of  operation — -and  although  they  are  not  earning  a  rea- 
sonable compensation  upon  their  capital,  they  have  explicitly  under- 
taken to  turn  over  to  the  public  in  reduced  rates  the  full  benefit  of 
such  further  reduction  in  their  payrolls  as  they  can  effect. 

They  have  undertaken  this  step  as  an  act  of  social  and  economic 
justice  to  those  industries  and  producers  who  have  already  taken  an 
immense  reduction  in  the  value  of  their  products  and  in  the  value  of 
their  labor. 

It  would  be  a  necessary  step  to  take  whether  the  decline  in  the 
cost  of  living  wholly  justified  the  reduction  in  the  labor  cost  of  the 
railroads  91-  not.  Fortunately,  however,  the  facts  are  that  the  cost  of 
living  during  the  greater  part  of  the  war  period  and  that  they  are  not 
now  decreasing  as  much  as  the  cost  of  living  is  decreasing. 

SEPTEMBER  RAILROAD  EARNINGS 

The  Traffic  World  Washington  Bureau 

The  Association  of  Railway  Executives  has  issued  the  follow- 
ing statement  on  September  earnings: 

The  net  operating  income  of  the  railroads  of  the  United  States  in 
September  was  $87,174,000  according  to  reports  just  filed  by  the  car- 
riers with  the  Interstate  Commerce  Commission. 

This  result  was  produced  by  a  decrease  in  their  maintenance  ex- 
penses of  $52,397,000  compared  with  those  for  September,  1920.  About 
one-third  of  this  decrease  represented  reduced  wages  and  the  remain- 
ing amount,  approximately  $35,000,000,  represented  reduced  main- 
tenance. 

Had  the  same  amount  of  maintenance  work  been  done  during  the 
month  as  was  performed  in  September  last  year,  the  railroads  would 
have  had  a  net  operating  income  of  $50,000,000,  which  would  have  been 
at  the  annual  rate  of  return  of  only  2.7  per  cent. 

The  carriers  in  September  expended  $72,556,000  for  maintenance 
of  way  and  structures  which  was  a  decrease  of  23.3  per  cent  com- 
pared with  the  total  for  the  same  month  in  1920.  It  was,  however, 
approximately  $616,000  more  than  was  spent  in  August  this  year. 

For  maintenance  of  equipment,  the  roads  spent  $103,539,000  com- 
pared with  $105,482,500  in  August,  while  it  was  a  reduction  of  22.7  per 
cent  compared  with  such  expenditures  for  September,  1920,  when  they 
were  $133,929,000.  Carriers  in  the  Eastern  district  reported  a  reduc- 
tion of  26.5  per  cent  in  expenditures  for  maintenance  of  equipment 
compared  with  those  for  the  same  month  one  year  ago,  while  those  in 
the  Southern  district  reported  a  reduction  of  18.3  per  cent  compared 
with  September  last  year.  From  the  Western  district,  the  railroads 
reported  a  reduction  of  19  per  cent  compared  with  the  same  previous 
month. 

Operating  revenues  of  the  carriers  totaled  $497,654,000  in  Septem- 
ber or  19.6  per  cent  less  than  they  were  during  the  same  month  last 
year,  while  operating  expenses  amounted  to  $377,106,000  or  26  per  cent 
lass  than  September,  1920.  The  net  operating  income,  $87,174.000,  was 
Li  Pel'  cent  more  than  H  was  during  that  month  one  year  ago,  but 
$26. 2011. (100  short  of  the  amount  expected  to  be  earned  under  the  rates 
fixed  by  the  Interstate  Commerce  Commission.  On  the  basis  of  their 
tentative  valuation,  the  September  net  operating  income  would  be  at 
the  annual  rate  of  return  of  4.6  per  cent. 

In  August,  the  net  operating  income  was  $90,241,103  or  5  per  cent, 
whi'e  operating  revenues  totaled  $505,508,000  and  operating  expenses 

The  total  net  operating  income  of  the  carriers  from  January  1  to 
September  30,  inclusive,  was  only  $391,495,000.  or  at  the  annual  rate  of 
return  of  2.9  per  cent  on  the  value  of  the  roads.  Their  fixed  charges 
for  the  entire  year — that  is  interest  on  their  bonds  and  unfunded  debt 
— amounts  to  more  than  $475,000,000. 

Complete  reports  except  for  the  Detroit.  Toledo  and  Ironton  rail- 
road show  that  the  railroads  in  the  eastern  district  had  operating 
revenues  totaling  $216,588,500  in  September,  or  24.4  per  cent  less  than 
they  were  during  that  month  last  year,  while  their  operating  expenses 
?5nUniS?  -t0  ?17°.72°.50.0,  or  29.8  per  cent  under  those  for  September. 
Their  net  operating  income  totaled  $31,426  000  which  would  lie 
•tc  •ASffW  rate  of. return  of  4  per  cent.  This  amount,  howrvrr  was 
$15,815,000  below  the  amount  expected  to  be  earned  in  order  to  realize 
a  6  per  cent  return. 

Reports  from  the  southern  district  show  that  the  carriers  in  that 
section  of  the  country  had  total  operating  revenues  of  $72,161.000. 
which  was  19.2  per  cent  less  than  in  September,  1920,  while  their  tul.-il 
operating  expenses  were  $58,386,000,  or  24.7  per  cent  less  than  din-ins 


Niuembi'r    l!l.    I  HIM 


THE     TRAFFIC     WORLD 


'SS 


<!ime  inc. nili   i>iu>   \eur  IIKO.     Th.-lr  M.I    Op«*Un|    income   w:m  $10.- 
251,000,   or  ,-it    Hi,     annual    r.-ile   of   return   of    l.r,    |»>i    cent,    while    It    fell 
I, >   ut    :i    I',   per   .-.-lit    return. 

The   carrlere    m    the   western   district  reported   operating   revenues 

nf   1108.904, i,    winch    amount    was    H.I    por  cent    under    tin-    tot; 

September    la.si    year,    .-mil    opcratiim    expenses   of   $1  IX.IIIIII.IHIII.    (,r   21.7 
per  et  nt    I,  ss   than    lor   tin-   .-Mine   month   in    1!)2«.     Their   net    opei-iiting 

mi. ,ni,'    \\;is    si:,.IM7.i or   !,.•>   per   cent.      It    WHS     however.    »7.o:i.r,,00(l 

under  the   sum   that  should   have    heen   earned    to  nhlaln    :<    t;    P>  . 
return. 

t.-il.lllntiolis  Hie   linxeil   on    reports   from    Jim    r.-nlmads    having  a 
totnl   mileage  of  2Hri.ini;   mil,  ; 

Thirty-Mix    niilroails    had    operating    ileth-its     in     September    com- 
.1    with    .Ml    in    August.    IS   helng    in    the   eastern    district     HI    In    the 
•outhern  and  ^  in  the  western. 


PARKS   ATTACKS   RAILROADS 

The  Traffic  World  Washington  Bureau 

In  a  speech  on  railroad  rates  and  wages.  Representative 
Parks,  of  Arkansas,  declared  in  the  House  that  "chief  among  the 
profiteers  are  the  great  railroad  systems  of  the  United  States." 
"liacked  and  supported  by  the  federal  government  and 
sympathized  with  by  the  Interstate  Commerce  Commission, 
i  hey  began  an  assault  upon  the  wages  of  their  employes  while 
maintaining  the  high  rates  of  transportation,"  said  he.  "A  con- 
tinued propaganda  has  been  spread  throughout  the  land  by  the 
railroads  setting  forth  their  pretended  terrible  financial  con- 
dition in  an  effort  to  enlist  the  support  of  the  general  public 
in  their  campaign  for  higher  rates  to  themselves  and  lower 
wages  to  their  employes. 

"From  time  to  time  applications  have  been  made  to  the 
Interstate  Commerce  Commission  by  shippers  for  reduced  freight 
rates.  Not  only  have  they  been  refused  but  it  is  said  that  an 
application  for  a  reduction  in  rates  on  a  railroad  owned  by 
Henry  Ford  was  refused  by  this  Commission." 

Mr.  Parks  said  he  did  not  see  why  rates  and  wages  should 
not  be  regulated  by  the  same  body  "unless  it  is  to  increase  the 
number  of  men  drawing  salaries  out  of  the  federal  treasury." 
He  made  a  defense  of  railroad  labor. 

Later  on  he  said  it  now  seemed  that  the  Commission  as  the 
result  of  demands  by  the  public  and  a  strike  threat  "has  waked 
up  and  determined  that  it  is  time  for  it  to  act  and  has  ordered 
a  reduction  in  freight  rates  on  some  commodities  in  the  west." 

"A  few  short  months  ago,"  said  he,  "along  with  a  great 
many  farmers  and  their  representatives,  I  attended  a  hearing 
before  the  Interstate  Commerce  Commission  and  there  heard  a 
member  of  the  Commission  say  that  the  railroads  were  operated 
a  I  a  loss  and  nothing  could  be  done  to  remedy  the  terrible  high 
freight  rate  that  now  exists,  and  he  indicated  that  the  world 
was  at  the  mercy  of  the  railroads." 

The  speaker  pictured  the  railroads  as  a  Shylock  exacting 
his  pound  of  flesh  from  the  public  and  railroad  labor.  He  sub- 
mitted a  list  of  salaries  paid  railroad  officials,  which  was  com- 
piled by  the  Railroad  Wage  Commission  in  1918. 

"Doubtless  these  salaries  are  in  effect  today,"  said  he,  "for 
nobody  ever  heard  of  reducing  the  salaries  of  railroad  presidents, 
general  managers  and  attorneys." 

"Surely  these  gentlemen  will  not  care  to  strike,"  he  con- 
tinued. "They  live  like  lords,  and  have  not  only  the  comforts  but 
the  useless  luxuries  of  life.  Has  the  man  who  goes  out  to  fight 
the  battle  of  life  from  the  top  of  a  box  car  at  $125  a  month  a 
right  to  complain  that  he  is  unfairly  dealt  with,  when  he  knows 
that  a  general  attorney  for  the  same  road  rides  in  a  Pullman 
car  on  a  salary  of  $55,000  a  year?"  he  asked. 

"We  have  seen  that  the  salaries  of  the  officials  are  out- 
rageously high  and  that  freight  and  passenger  rates  are  ruinous 
and  that  the  wage  of  the  laborer  is  the  only  place  where  a  re- 
duction is  proposed.  It  is  unjust  and  unfair  to  him  and  his 
family  under  the  high  cost  of  living." 

Representative  Parks  closed  his  speech  with  an  appeal  to 
Congress  to  lay  its  restraining  hand  "upon  the  throats  of  the 
profiteers." 

"Until  this  is  done,"  he  concluded,  "I  shall  not  condemn  the 
laborer  who  strikes  in  self-defense,  and  I  shall  continue  to  de- 
mand that  the  railroads  give  the  public  and  the  employe  a 
square  deal." 


MOVE  TO  CREATE  ADJUSTMENT  BOARDS 

Following  a  two-day  conference  of  general  chairmen  of  the 
Brotherhood  of  Locomotive  Engineers  and  the  Brotherhood  of 
Locomotive  Firemen  and  Enginemen,  the  announced  purpose  of 
which  was  to  consider  the  internal  relations  of  the  two  organi- 
zations, it  was  announced,  November  15,  that  the  so-called  "Big 
Four"  brotherhoods  had  signed  agreements  with  the  carriers 
in  eastern,  western  and  southern  territories  for  the  formation  of 
railroad  boards  of  labor  adjustment,  as  provided  for  in  section 
302  of  the  transportation  act.  Each  of  the  boards,  it  was  said, 
will  be  made  up  of  four  members  representing  the  railroads  and 
one  member  representing  each  of  the  four  brotherhoods. 

At  the  Labor  Board,  where  it  was  said  such  a  move  would  be 
hailed  with  delight  as  one  which  would  relieve  that  body  of 
much  detail  work,  no  official  information  regarding  the  agree- 
ments had  been  received.  It  was  also  said  that  had  the  determina- 
tion to  found  adjustment  boards  been  reached,  the  board  would 
probably  have  been  asked  for  advice. 


TRANSCONTINENTAL  RATE  HEARING 

"Before     beginning     to    take     testimony."    raid     Attorney- 

Kxaniiner    liisi|tic,    in    opening   the   hearing   on    the   Trnnscontl 
nental   Freight    Bureau's   w  em  bound   fourth  K.I  tun   .-ippli<  iitlonn. 
In  Chicago,  November  17.  "I  want  It   made  Hear,  for  HIP  benefit 
of   those   thai    know    of    Mr.    Campbell1*    connection    wiih    i 
cases    previous    to    his    appointment    as    a    ronimlxHloner,    that, 
although   1  am  attached   to  Commissioner  Campbell's  office,   he 
has  no  particular  connection  with  this  case." 

While  appearances  were  being  entered.  Karl  Knox  Gartner, 
counsel  for  the  Intermediate  Rate  Association  and  164  local 
traffic  associations  and  chambers  of  commerce  In  intermonntaln 
territory,  entered  a  formal  objection  to  the  taking  part  In  the 
hearing  of  any  Pacific  coast  Interests.  "As  we  understand  it. 
he  said,  "this  is  a  controversy  between  the  railroads  and  the 
parties  adversely  affected,  and,  therefore,  other  parties  have  n-> 
legal  interest." 

"This  will  be  a  difficult  problem  to  settle."  said  tho  examiner, 
"and  one  on  which  the  Commission  would  like  to  have  all  pos- 
sible information.  Such  information  as  the  intermountaln  in- 
terests may  be  able  to  furnish  will,  therefore,  be  received." 

The  first  witness  for  the  carriers,  Edward  Chambers,  vice- 
president  in  charge  of  traffic  for  the  Santa  Fe,  made  a  general 
statement  of  the  history  of  transcontinental  rates  and  described 
the  necessity  for  the  reductions  proposed  and  the  results  ex- 
pected therefrom.  His  statement  was  as  follows: 

When  the  Panama  Canal  wag  opened.  In  1914,  It  made  a 
through  direct  sailing  distance  between  New  York  and  San  Fran- 
cisco of  approximately  5,000  miles  and  avoided  all  transfers  en 
route.  After  payment  of  tolls  the  Panama  Canal  route  was  still 
a  very  much  cheaper  route  than  any  of  the  other  water  routes, 
and,  by  the  uninterrupted  sailings,  made  the  all-water  service 
much  more  valuable  and  nearer  the  all-rail  service  than  it  ever 
was  before. 

From  the  beginning-,  up  to  1918,  the  railroads  enjoyed  con- 
tinuous permission,  either  by  direct  authority  of  law  or  ruling  of 
the  Commission,  to  publish  rates  which  would  enable  them  rea- 
sonably to  meet  the  rates  of  these  coast-to-coast  water  carriers 
at  competitive  points  and  continue  to  carry  higher  rates  at  inter- 
mediate points;  and  also  to  apply,  in  like  manner,  these  all-rail 
water-competitive  rates  from  points  inland,  such  as  Cincinnati. 
Chicago,  St.  Louis,  Kansas  City,  Denver,  and  other  points  In  the 
same  territories  to  the  same  Pacific  Coast  competitive  points. 

It  always  has  been  the  policy  of  the  Commission  to  grant 
authority  to  apply  from  intermediate  points  of  origin  westward 
from  the  Atlantic  seaboard  territory  to  Pacific  Coast  ports  the 
same  rate  that  it  determined  necessary  to  meet  the  coast-to-coast 
water-carrier  competition  in  the  seaboard  territory,  when  such 
rate  was  lower  than  the  normal  all-rail  rate,  and  this  has  proven 
to  be  a  very  wise  policy.  It  would  be  disastrous  to  the  western 
manufacturing  interests  to  prohibit  such  rate  adjustment  now,  as 
it  only  assists  the  western  manufacturer  in  maintaining  his  natu- 
ral relation  to  the  Pacific  Coast  territory,  which  relation  Is  now 
.seriously  disturbed  by  the  rates  made  via  the  Panama  Canal  route. 
It  would  also  be  just  as  disastrous  to  the  all-rail  carriers,  as 
they  would  lose  the  Pacific  Coast  traffic  from  western  points, 
which  is  the  most  profitable  movement  to  them.  The  transcon- 
tinental railroads  receive  the  greater  benefit  by  applying  their 
water  competitive  rates  from  Intermediate  points  west  of  Pitts- 
burgh. 

With  the  opening  of  the  European  war,  ships  operating  be- 
fween  Atlantic  and  Pacific  ports  began  gradually  to  withdraw 
from  that  service  and  go  into  foreign  or  overseas  service,  which 
was  much  more  profitable  to  them.  That  demoralized  more  or 
less  the  coast-to-coast  service  by  water.  Shortly  after  our 
country  entered  the  war  our  government  began  to  commandeer 
the  desirable  privately-owned  United  States  ships  and  place  them 
in  overseas  transport  service.  As  a  result  the  beginning  of  1918 
found  practically  no  coast-to-coast  water  carrier  operations  in 
general  domestic  traffic.  This  condition  was  called  to  the  atten- 
tion of  the  Interstate  Commerce  Commission  early  in  1918  by  in- 
termediate shippers,  and  the  Commission,  after  hearing,  with- 
drew from  the  transcontinental  rail  carriers  permission  to  carry 
the  lower  rates  at  Pacific  Coast  ports  and  obliged  them  to  apply 
the  Pacific  Coast  port  rates  as  maxima  at  intermediate  points. 
In  order  to  protect  their  revenue,  the  rail  carriers  extended  the 
maximum  rates  to  Pacific  Coast  ports,  which  Increased  the  rates 
at  the  ports  very  considerably.  During  1918-1919  there  was.  be- 
cause of  the  slow  return  of  ships  to  coast-to-coast  service,  little 
or  no  competition  between  coast-to-coast  water  and  all-rail  car- 
riers, and  the  traffic  was  handled  almost  entirely  by  the  all-rail 
lines. 

In  the  latter  part  of  1919  water-carrier  competition  by  the 
additional  ships  placed  in  service  began  to  show  Itself  in  a  rather 
small  way  at  first,  but  it  increased  gradually  so  that  by  the  latter 
part  of  1920  competition  of  the  water  routes  had  Increased  to  a 
very  considerable  extent.  Since  then  it  has  been  steadily  increas- 
ing, so  that  today  the  competition  of  these  water  lines  Is  a  very 
serious  matter  to  the  transcontinental  rail  carriers. 

The  all-rail  carriers  have  up  to  the  present  time  been  very 
conservative  in  the  matter  of  reducing  rates  to  compete  with 
the  water  lines.  They  recognize  the  demoralized  conditions  on  the 
water  and  the  fact  that  large  numbers  of  ships  are  idle,  there 
being  in  operation  today  seeking  domestic  traffic  a  greater  num- 
ber of  ships  than  can  be  profitably  operated  with  the  traffic  avail- 
able. 

With  the  rail  lines  thus  practically  out  of  the  competition  at 
Pacific  ports,  the  Intermountaln  shipper  Is  In  precisely  the  same 
position  today  that  he  would  be  If  the  all-rail  carriers  had  In 
effect  a  system  of  competitive  rates  meeting  the  water  carriers' 
rates  and  such  rates  were  not  applied  as  maxima  at  Intermediate 
points.  But  while  the  Intermountaln  shipper  gains  nothing  by 
the  exclusion  of  the  rail  carriers  from  this  business,  the  rail  car- 
riers themselves  lose  heavily.  There  is  no  complaint  from  the 
interior  territory  of  the  present  rates  of  the  water  lines  from 
Atlantic  to  Pacific  Coast  ports.  Were  the  rail  carriers  to  meet  the 
water  carrier  rates  at  Pacific  Coast  ports,  the  present  rate  rela- 
tionships of  Intermediate  points  to  *uch  Pacific  Coast  ports,  based 
on  existing  combinations,  would  not  be  changed.  I  cannot 
what  it  is  to  be  gained  by  the  Intermediate  territory  If  Its  objec- 
tion prevents  the  all-rail  carriers  from  meeting  the  rates  of  the 
water  carriers.  The  water  carriers  would  continue  to  make  the 
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same  low  rates  to  the  same  Pacific  Coast  ports  regardless  of  the 
higher  rate  adjustment  of  the  transcontinental  railroads  which 
must  be  maintained  if  they  are  forced  to  carry  the  same  rates 
westbound  at  interior  points  as  are  carried  to  the  Ports. 

The  cities  upon  the  Atlantic  seaboard,  by  virtue  of  the  Panama 
Canal,  secure  a  maximum  enjoyment  in  the  markets  afforded  by 
the  Pacific  Coast  cities.  This  naturally  creates  a  market  compe- 
tition for  the  cities  in  the  Middle  West  from  the  Rocky  Mountains 
to  the  Niagara  frontier,  which  should  not  be  denied,  and  under 
the  policies  of  the  government  the  all-rail  carriers  sought  to  and 
did  establish  carrying  charges  to  the  Pacific  Coast  cities  from 
such  interior  cities  upon  a  basis  which  permitted  a  participation 
in  the  markets  of  the  coast.  The  sections  of  the  country  in  which 
such  interior  cities  are  located  through  the  medium  of  taxation 
have  contributed  their  full  quota  to  the  cost  and  the  maintenance 
of  the  Panama  Canal  and  it  is  the  contention  of  the  sections  and 
the  cities  in  competition  with  the  seaboard  cities  that  the  car- 
riers should  be  permitted  to  establish  a  system  of  rates  which 
would  permit  of  their  products  or  wares  being  placed  upon  the 
Pacific  Coast  on  a  reasonable  parity  with  the  cost  of  transporta- 
tion so  far  as  the  seaboard  cities  are  concerned.  To  deny  the 
establishment  of  a  basis  which  will  permit  of  a  reasonable  partici- 
pation on  the  part  of  such  cities  in  the  interior  would  discourage 
the  growth  and  development  of  a  very  large  and  substantial  part 
of  the  United  States,  and  cause  to  be  withheld  from  the  carriers 
a  revenue  which  would  be  theirs  if  the  market  competition  of  the 
various  cities  as  to  the  traffic  in  question  were  fully  considered 
and  properly  disposed  of.  The  maximum  development  of  country 
and  transportation  justifies  a  scattering  of  manufactories  to  all 
parts  of  the  country  rather  than  a  concentration  upon  the  Atlan- 
tic seaboard. 

Up  to  the  time  of  opening  the  Panama  Canal  the  situation  on 
the  water  was  such  as  to  enable  all-rail  lines  reasonably  to  com- 
pete with  the  coast-to-coast  water  routes  and  secure  a  fair  share 
of  this  traffic  at  compensatory  rates;  but  after  the  opening-  of  the 
Panama  Canal  route  it  became  more  difficult  for  the  all-rail  lines 
to  meet  the  competition  of  these  coast-to-coast  water  carriers. 
This  condition  forced  the  rates  all-rail  to  a  very  low  level.  The 
reduction  of  cost  to  the  ship  by  its  not  haying  to  transfer  its 
cargo  en  route  and  the  moving  it  all-water  via  the  shorter,  direct 
route,  enabled  the  ship  to  make  much  lower  rates  than  ever  be- 
fore and  to  reach  farther  inland  for  traffic,  both  at  the  Atlantic 
and  the  Pacific  Coast,  and  thereby  to  take  a  greater  proportion 
of  the  traffic  than  at  any  time  in  the  past.  This  forced  the  rail 
rates  down  to  a  minimum  figure,  very  close  to  the  out-of-pocket 
cost  of  handling  traffic. 

If  tolls  on  the  Panama  Canal  were  eliminated  it  would  cre- 
ate a  still  lower  basis  for  rates  via  water  routes,  which  in  turn 
would  compel  the  lowering  of  the  all-rail  rates  and  place  an  addi- 
tional burden  on  the  western  railroads  and  on  western  manufac- 
turing interests.  The  steamship  operations  between  Atlantic  and 
Pacific  ports  have  never  developed  any  considerable  amount  o) 
traffic.  The  bulk  of  the  traffic  which  they  now  enjoy  was  de- 
veloped by  the  all-rail  lines. 

Pacific  Coast  and  intermountain  territories  produce  an  im- 
mense volume  of  food  products,  perishable  and  non-perishable, 
such  as  citrus  fruits,  deciduous  fruits,  dried  fruits,  fresh  vege- 
tables, canned  goods,  beans,  sugar,  rice  and  live  stock,  which 
moves  to  markets  east  of  Colorado  and  largely  to  markets  in  the 
territory  east  of  the  Mississippi  River  and  north  of  the  Ohio.  This 
western  territory  also  produces  an  immense  tonnage  of  lumber 
which  is  marketed  at  points  eastward.  The  rates  applied  to  these 
eastern  markets  are  not  in  all  cases  fully  reasonable.  Many 
rates  have  been  made  on  the  basis  of  what  the  traffic  could  rea- 
sonably bear  in  reaching  markets. 

There  is  no  departure  from  the  long-and-short-haul  clause  of 
the  fourth  section  on  eastbound  traffic,  except  sugar  from  Califor- 
nia to  Chicago  and  wool  and  dried  hides  from  the  Pacific  Coast 
terminals  to  the  eastern  territory  and  no  complaint  of  the  rela- 
tionship of  rates. 

The  territory  east  of  the  Mississippi  River  and  north  of  the 
Ohio  produces  the  great  bulk  of  the  westbound  tonnage  of  manu- 
factured articles  consumed  on  the  Pacific  Coast.  The  movement 
of  traffic  eastward  across  the  Mississippi  River  is  much  heavier 
than  the  movement  westward.  There  is  always  need  of  additional 
westbound  traffic  for  loading  refrigerator  cars.  The  lumber  traffic, 
even  under  normal  conditions,  requires  a  large  empty  movement 
of  box  cars  westward.  There  is  now  owned  by  trans-continental 
lines  and  in  service  for  handling  perishable  food  products  from 
points  in  Pacific  Coast  and  intermountain  territory  approximately 
60,000  refrigerator  cars.  The  character  of  freight  generally  mov- 
ing westbound  is  desirable  for  loading  into  returning  refrigerator 
cars,  as  it  causes  the  minimum  damage  to  the  car.  There  is  at 
best  under  normal  conditions  a  large  empty  westbound  movement 
of  refrigerator  cars,  so  that  whatever  increases  the  loading  west- 
bound contributes  just  that  much  to  the  net  earnings  of  the 
transcontinental  carriers,  and,  to  that  extent,  affects  favorably, 
from  the  shippers'  and  receivers'  viewpoint,  the  rates  both  east 
and  westbound,  terminal  and  intermediate. 

An  adequate  supply  of  refrigerator  cars  is  important  not  only 
to  the  Pacific  Coast  territory,  but  also  to  the  intermountain  re- 
gion. The  latter  territory  is  as  much  interested  in  having  the 
trans-continental  railroads  enjoy  profitable  operation  and  give 
satisfactory  service  as  the  Pacific  Coast  could  be.  The  present 
rate  adjustment  on  the  traffic  of  western  territory  moving  to  east- 
ern markets  is  low  for  the  distance  hauled  in  comparison  with 
rates  from  other  producing  points.  But  it  is  necessary  to  carry 
such  rates  in  order  that  western  products  may  enter  the  trade 
in  eastern  markets  in  competition  with  other  sources  of  supply. 
The  transcontinental  railroads  need  all  the  westbound  traffic  that 
it  Is  reasonably  possible  for  them  to  secure  in  competition  with 
the  coast-to-coast  water  carriers  in  order  that  they  may  make 
the  rates  which  are  indispensable  to  the  development  of  western 
territory.  The  traffic  most  important  in  any  section  is  that  which 
it  produces  and  ships  to  markets  in  other  sections  of  the  country. 
The  volume  on  the  whole  shipped  out  of  Pacific  Coast  and  inter- 
mountain territory  to  eastern  markets  is  much  greater  than  the 
inward  movement. 

It  should  not  be  overlooked  that  along  the  lines  of  the  trans- 
continental railroads  is  an  extensive  area  which  produces  prac- 
tically no  traffic,  and  also  a  very  considerable  territory  which 
produces  only  a  very  light  traffic.  The  rail  lines  through  such 
regions  must  be  largely  supported  by  the  traffic  which  originates 
or  has  destination  beyond. 

The  contention  of  intermountain  shippers  is  that  no  lower  rate 
under  any  circumstances  should  apply  at  Pacific  Coast  ports  than 
is  in  effect  at  intermediate  points.  This  contention  is  based  largely 
on  the  effect  such  rates  may  have  upon  distribution  by  Interior 
Jobbers  of  eastern  manufactured  articles  in  the  intermountain 
territory  in  competition  with  Pacific  Coast  jobbers,  and  not  to 
any  extent  on  any  interference  with  manufacturing  or  production 
at  intermediate  points,  as  the  question  of  raw  materials  west- 


bound is  not  involved  to  any  extent,  nor  is  that  of  the  great 
staples,  such  as  coal,  lumber,  grain  and  its  products,  fruits  and 

VegThe1?aiiac1arr?eerasthave  no  desire  to  make  lower  rates  at  Pacific 
Coa-ft  norts  than  apply  at  interior  points,  if  it  could  be  avoided. 
Thw  would  welcome  a  condition  which  would  allow  them  to  haul 
a  reasonable  share  of  Pacific  Coast  westbounr  traffic  under  ful  y 
reasonable  rates.  Today  the  all-rail  carriers  have  no  rates  m 
effect  which  meet  the  rates  of  the  coast-to-coast  water  carriers, 
and  there  is  therefore  practically  no  competition  between  the  car- 
riers bv  rail  and  those  by  water. 

If  the  rail  carriers  should  be  denied  permission  to  make  lower 
rates  at  Pacific  Coast  ports  and  have  higher  rates  at  intermediate 
points  it  would  leave  the  water  carriers  without  any  competition 
except  between  themselves  and  to  enjoy  the  haul  of  practically  all 
westbound  traffic  to  Pacific  Coast  ports  and  nearby  points  1 
middle  west  manufacturer  would  be  unable  to  compete  at  Pacific 
Coast  cities  with  the  manufacturer  in  the  territory  Pittsburgh  and 
east  who  would  enjoy  the  low  water-route  rates — less  than  the 
normal  rates  to  the  same  points  on  the  same  commodities  from 
the  territory  west  of  Pittsburgh,  which  is  nearer  to  destination. 
The  position  of  the  western  manufacturer  in  Pacific  Coast  markets 
is  seriously  endangered  now  by  rates  made  by  the  coast-to-coast 
water  carriers  from  eastern  territory,  as  there  are  no  correspond- 
ing rates  made  for  the  western  manufacturer  by  the  all-rail  lines. 
The  western  manufacturer  is  unable  to  absorb  the  present  differ- 
ence between  the  freight  rate  paid  by  him  to  the  Pacific  Coast 
and  that  paid  by  his  competitor  from  the  Atlantic  seaboard  to 
the  water  carriers.  This  certainly  is  not  in  the  best  interest  of 
the  country  as  a  whole.  Today  manufacturing  is  congested  in 
the  territory  east  of  the  Missisippi  River  and  north  of  the  Ohio, 
where  outside  of  cereal  products  and  lumber,  85  per  cent  of  the 
general  manufacturing  is  done.  What  the  all-rail  lines  are  seek- 
ing to  do  is  to  hold  the  business  from  western  points  now  on 
their  rails  and  to  secure  a  share  of  the  traffic  from  the  competi- 
tive eastern  territory.  Unless  this  is  done  the  business  will  prac- 
tically all  go  to  the  eastern  manufacturers. 

I  have  always  been  strongly  of  the  opinion  that  the  rates. of 
water  carriers  in  coast-to-coast  traffic  should  be  under  the  juris- 
diction of  the  Interstate  Commerce  Commission.  If  this  were 
done  the  Commission  would  prescribe  reasonable  rates  for  water 
service  which  would  be  stable  and  at  a  figure  that  would  enable 
a  regular  dependable  operation  of  steamship  lines,  and  avoid  the 
disturbance  and  demoralization  caused  by  what  it  known  as  the 
tramp  ship,  which  often  offers  rates  for  cargo  at  almost  any  figure 
above  the  handling  cost  and  usually  takes  on  cargo  without  any 
intention  of  ever  returning  to  operate  in  regular  service.  The 
public  gets  no  benefit  from  fluctuation  in  water  rates  caused  by 
such  competition.  I  believe  that  with  coast-to-coast  rates  of  the 
water  carrier  subject  to  the  Interstate  Commerce  Commission 
there  would  be  removed  much  of  the  cause  for  complaint  on  the 
part  of  the  intermountain  shippers  and  there  would  be  afforded 
more  protection  to  the  manufacturers  in  western  territory  in 
their  natural  relation  to  Pacific  Coast  markets.  Such  regulation 
would  give  to  the  shipper  on  the  Atlantic  seaboard  a  reasonable 
rate  by  water,  and  that  is  all  he  is  entitled  to  have. 

The  Panama  Canal  cost  in  construction  over  $400,000,000.  The 
revenues  from  tolls  are  about  equal  to  the  operating  costs.  The 
people  of  the  western  states  are  taxed  for  the  original  cost  of  the 
canal.  By  giving  to  seaports  the  free  use  of  the  canal  the  entire 
benefit  of  the  waterway  would  go  to  seaport  cities.  It  is  an 
artificial  waterway  built  for  the  protection  and  advantage  of  the 
country  as  a  whole.  It  shortens  the  all-water  distance  between 
Atlantic  and  Pacific  coasts  by  10,000  miles,  and  it  gives  to  those 
coasts  an  artificial  advantage  in  trade  and  commerce.  Like  any 
other  facility  to  promote  commerce,  it  should  carry  itself.  It 
should  not  be  the  means  of  entirely  destroying  the  natural  ad- 
vantage in  mileage  to  the  coast  which  the  interior  city  possesses 
over  the  seaport. 

The  rail  carriers  have  at  present  no  relief  from  the  require- 
ments of  the  fourth  section,  so  far  as  the  traffic  involved  is  con- 
cerned. 

They  feel  that  they  cannot  longer  afford  to  ignore  this  coast- 
to-coast  water-carrier  competition,  as  it  is  seriously  reducing 
their  net  revenues,  and  they  are  now  asking  the  Commission  in 
this  case  to  grant  them  permission  to  meet  the  competition  of 
the  water  routes  so  they  may  enjoy  a  reasonable  share  of  this 
westbound  Pacific  Coast  traffic  which  they  have  built  up  and  par- 
ticipated in  for  many  years.  Their  application,  now  before  this 
Commission,  asks  for  permission  to  make  rates  all-rail  from  At- 
lantic Coast  and  nearby  territory  to  Pacific  Coast  points  that  will 
reasonably  meet  the  rates  made  by  the  water  routes  from  the 
same  points  of  origin  and  not  to  be  required  to  apply  such  rates 
as  maxima  to  intermediate  points.  They  desire  also  to  make  these 
water-competitive  rates  apply  from  manufacturing  territory  west 
of  Atlantic  seaboard  territory  to  the  same  Pacific  Coast  ports 
under  the  same  relief  at  intermediate  points. 

In  previous  cases  inquiry  has  been  made  as  to  what  the  trans- 
continental carriers  regard  as  a  fair  share  of  the  traffic.  Mani- 
festly this  cannot  be  stated  in  percentages.  We  do  not  assume  it 
to  be  the  function  of  the  Commission  to  determine  what  per- 
centage of  the  business  should  move  by  rail  and  what  by  water, 
any  more  than  we  assume  it  to  be  the  business  of  the  Commission, 
where  it  fixed  a  relation  between  rates  from  two  points  of  supply, 
to  determine  what  proportion  of  the  business  shall  move  from 
one  point  as  compared  with  the  other.  The  purpose  in  both  cases 
is  to  afford  a  fair  opportunity  for  both  and  let  the  purchaser  of 
transportation  in  the  first  case  or  of  the  commodity  involved  in 
the  second  case  make  his  own  choice. 

As  applied  to  the  situation  in  hand  a  fair  proportion  is  that 
proportion  which  the  carrier  can  get  upon  an  equality  of  rates. 

On  an  equality  of  rates  the  business  will  divide  itself  accord- 
ing to  the  desires  and  interests  of  the  shippers  themselves.  The 
law  looks  to  an  adjustment  of  rates  which  \vill  encourage  both 
rail  and  water  competition.  This  provision  is  fully  satisfied  by  an 
adjustment  affording  equal  opportunity  for  both.  Neither  has 
the  right  to  demand  that  the  other  be  excluded  entirely  from 
any  competitive  area  in  which  they  may  meet,  or  that  from  such 
competitive  area  either  should  be  given  preference  through  the 
creation  of  an  adjustment  which  will  increase  the  opportunities 
of  one  and  diminish  opportunities  of  the  other.  The  limits  of 
this  competitive  area  will  and  should  depend  upon  the  rates  which 
these  two  agencies  may  themselves  make  with  some  profit  to 
themselves  in  free  and  open  competition.  That  share  which 
either  may  get  under  such  equality  of  opportunity  is  the  fair 
share  to  which  it  is  entitled. 

The  rates  proposed  are  intended  to  afford  to  the  rail  lines 
that  equality  of  opportunity  to  which  they  think  they  are  en- 
tieled  to  the  extent  that  in  their  judgment  traffic  may  be  secured 
in  competition  with  ocean  lines  at  some  profit.  This  equality 
of  opportunity  requires  the  extension  of  fourth  section  relief 
to  business  originating  at  interior  producing  points,  at  Chicago. 
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us  well  na  at  the  Coast.  Competition  Is  between  the  Roods  deliv- 
ered at  Pacific  Coast  terminal  points. 

In  reaching  Its  conclusions  in  this  case,  the  Commission, 
should  not  establish  any  relation  between  rates  on  traffic  at  Inter- 
mediate points  other  than  that  established,  first  by  the  main- 
tenance of  reasonable  rates  at  Interior  points  and  the  establish- 
ment at  terminals  of  rates  shown  to  be  necessary  to  participate  In 
business  In  competition  with  the  water  carriers,  subject  to  the 
qualification  as  to  cost;  and,  secondly,  by  the  effect  on  the  Inter- 
mediate rates  of  coast  combinations  as  maxima.  The  present  rates 
at  Intermediate  points  are  those  which  would  result  from  the 
application  of  a  rlsld  fourth  section  and  have  been  approved  by 
the  Commission  as  reasonably  low.  They  are  too  hitch  to  permit 
I'n •<>  movement  by  the  rail  routes  to  the  terminal  points  because 
of  the  ocean  competition  there  encountered.  They  should  be  re- 
duced at  those  points  to  meet  that  competition  and  for  reasons 
in  no  wise  affecting;  the  traffic  to  Intermediate  points  or  the  rea- 
sonableness of  the  rates  under  which  that  traffic  moves.  To  the 
extent  that  the  intermediate  territory  is  within  the  zone  of  this 
Influence  through  coast  combinations.  Its  rates  would  be  reduced 
below  their  present  levels,  which  Is  the  same  level  as  would  re- 
sult from  the  application  of  a  riffid  fourth  section.  There  Is  no 
reason  why  the  zone  of  that  Influence  should  be  extended  further. 

If  the  rail  lines  by  reducing  their  rates  could  regain  a  part 
of  this  traffic  at  rates  which  would  yield  them  some  profit,  there- 
by increasing:  ag-grregate  net  revenues,  It  Is  clear  to  me,  that  then 
the  Commission,  whose  duty  It  Is  to  take  such  steps  as  may  be 
proper  to  promote  efficient  operation,  should  permit  them  to  do  so. 

Mr.  Chambers  underwent  a  grilling  cross-examination  after 
the  completion  of  his  statement,  in  which  a  number  of  attor- 
neys in  sympathy  with  and  against  him  took  part.  In  answer 
to  questions  by  W.  H.  Chandler,  for  the  Boston  Chamber  of 
Commerce  and  the  New  England  Traffic  League,  the  witness 
said  that  no  attempt  had  been  made  to  meet  the  water  rate  at 
the  Atlantic  ports  because  the  carriers  did  not  feel  that  they 
could  compete  with  the  steamer  handling  merchandise  without 
trans-shipment.  He  said  the  proposed  reductions  were  blanketed 
as  far  west  as  Chicago  primarily  in  order  to  give  the  industries 
in  that  territory  an  opportunity  to  compete  for  business  with 
the  eastern  manufacturers  in  the  western  markets.  In  answer 
to  questions  by  H.  C.  Barlow,  of  The  Chicago  Association  of 
Commerce,  Mr.  Chambers  said  that  none  of  the  proposed  rates 
was  lower  than  rates  to  the  Pacific  coast  from  Chicago,  rail-and- 
water,  via  the  Gulf  ports. 

After  the  witness  had  stated  that  the  only  reason  the  car- 
riers had  proposed  the  rate  reduction  was  in  order  to  increase 
their  revenues,  Mr.  Gartner  pointed  out  that  on  iron  moving 
west,  all-rail,  from  Pittsburgh  to  the  Pacific  coast,  via  Chicago, 
the  Pennsylvania  road,  under  present  division  arrangements,  re- 
ceived 14  cents  a  hundred  pounds,  while  for  an  equal  distance 
it  received,  on  iron  hauled  from  Pittsburgh  to  Baltimore  or 
New  York,  for  trans-shipment  via  the  Canal,  a  rate  of  33  cents. 

"Do  you  think  the  Pennsylvania  is  increasing  its  revenues 
by  substituting  a  17-cent  rate  for  the  33-cent  rate  it  now  gets 
for  an  equal  haul?"  asked  Mr.  Gartner. 

"There  are  a  good  many  things  to  be  considered.  We  are 
connections  of  the  Pennsylvania,  and  our  15  per  cent  division 
with  the  Pennsylvania  often  results  in  a  greater  revenue  to 
that  line  than  would  accrue  from  the  full  local  rate  to  Chicago," 
answered  the  witness. 

"Is  it  proposed  to  shrink  the  divisions  of  any  of  the  eastern 
lines  under  the  new  arrangement?"  asked  Luther  Walter,  attor- 
ney for  several  large  steel  and  iron  interests. 

"There  is  no  such  proposal  that  I  know  of,"  said  Mr.  Cham- 
bers. "However,  the  division  arrangements  will  be  settled  by 
arbitration,  settlements  to  be  retroactive  to  August  first,  1921; 
so  I  cannot  say  just  what  the  Pennsylvania  division  will  be." 

The  witness'  statements  regarding  Panama  Canal  tolls  and 
the  advisability  of  giving  the  commission  control  over  inter- 
coastal  shipping  rates  were  attacked  by  J.  N.  Teale  of  the  Port- 
land Traffic  and  Transportation  Association.  "If,  as  you  say, 
shipping  which  uses  the  canal,  should  pay  not  only  the  mainte- 
nance cost  of  the  canal,  but  interest  on  its  capitalization,  what 
in  your  opinion,  should  be  the  status  of  shipping  using  tho  Soo 
Canal,  the  Ohio  River,  or  any  other  inland  waterway  upon  which 
the  government  has  spent  money?"  he  asked. 

"If  justice  were  done  the  railroads,  such  shipping,  too,  would 
pay  tolls  adequate  to  cover  maintenance  and  interest  of  the 
facilities  used,"  answered  the  witness. 

"Don't  you  think  that  placing  inter-coastal  shipping  under 
the  jurisdiction  of  the  Commission  would  interfere  with  the 
progress  of  the  American  merchant  marine?"  asked  Mr.  Teale. 

"I  do  not,"  said  Mr.  Chambers.  "And  I  really  do  not  think 
that  the  merchant  marine  has  much  to  gain  by  carrying  on 
that  business." 

Frank  Lyon,  appearing  for  the  Luckenbach  Steamship  Com- 
pany and  the  United  American  Lines,  wanted  to  know  how  much 
tonnage  his  ships  would  carry  if  the  carriers  succeeded  in  trans- 
ferring as  much  of  the  movement  as  they  wanted  from  the  boats 
to  the  rails. 

"You'll  get  just  what  you  can  get,"  said  Mr.  Chambers. 
"You've  been  able  to  take  care  of  yourself  so  far." 

"If  Congress  removes  the  Panama  Canal  tolls,  will  it  result 
in  another  application  from  the  transcontinental  carriers?"  asked 
Mr.  Lyon. 

"It  will,  if  the  boat  lines  pass  the  reduction  on  to  the  ship- 
per," said  the  witness. 

As  the  witness  left  the  stand  he  was  asked  by  the  examiner 
what  the  transcontinental  carriers  proposed  to  do  in  case  the 


CommiHsion  denied   their  application*.     Such  a  poMlblllty  had 
not  been  considered,  Mr.  ChamberR  nald. 

Paul  P.  Hastings,  member  of  the  landing  rate  committee 
of  the  Transcontinental  Kr.-iKht  M.H.HU.  followed  Mr.  Chamber* 
on  the  stand  and  put  In  the  bulk  of  the  carriers'  proof  h 
shape  of  exhibits.  The  first  of  these  was  a  copy  of  ammemled 
petition  No.  19.  contalnlnK  the  80  items  on  which  reductions 
are  proposed.  This  was  followed  by  data  purporting  to  show 
that  there  were  12  steamship  lines  operating  73  vessels  regularly 
between  east  coast  and  west  coast  ports  and  that,  between  June 
1  and  August  31.  1921,  189.441  tons  of  freight  passed  through 
the  Panama  Cannl  bound  from  the  east  to  the  west  coast  of 
the  United  States.  Mr.  Hastings  then  presented  figure*  pur- 
port ng  to  show  the  movement  through  the  canal  on  the  <(,m 
modities  as  mentioned  in  the  application,  item  for  Item,  and  the 
rates  applicable  via  rail  and  water  from  the  principal  points 
of  production  to  the  Pacific  coast.  In  all  cases,  he  said  tli 
transcontinental  carriers  proposed  rates  somewhat  higher  than 
the  port-to-port  water  rate  plus  the  rail  haul  to  the  port  and 
the  switching  movement,  drayage,  etc.,  to  compensate  the  car- 
r  ers  for  superiority  in  service  exampllfied  by  faster  movement, 
elimination  of  transfers,  and  other  superiorities  In  the  service  of 
an  all  rail  route. 

Mr.  Hastings  consumed  the  whole  of  the  morning  of  the 
second  day  in  a  detailed  discussion  of  each  of  the1  eighty  items 
contained  in  Countiss'  application  No.  19.  To  facilitate  this  he 
introduced  as  an  exhibit  a  list  of  the  Items  with  parallel 
columns  showing  the  principal  producing  points,  rail  rates  from 
those  points  to  the  Atlantic  and  Gulf  ports,  and  the  water  rate 
beyond  to  the  Pacific  Coast.  The  latter  information  was  included 
to  show,  the  witness  said,  that  most  of  the  proposed  reductions 
would  still  be  something  above  the  rail-and-water  rates.  In  some 
instances  he  admitted,  however,  that  would  not  be  the  case. 
notably  on  canned  goods  from  Pittsburgh  and  west.  He  pointed 
out  that  California  was,  itself,  the  largest  producer  of  canned 
goods  in  the  world  and  that  it  was  only  such  canned  products  as 
were  not  raised  there,  and  such  nationally  advertised  goods  as 
have  a  special  movement,  that  might  be  expected  to  move  trans- 
continentally  westward. 

The  examiner  called  to  Mr.  Hastings'  attention  applications 
which  are  now  before  the  Commission  in  which  the  southeastern 
and  Mississippi  Valley  lines  seek  to  establish,  on  less  than  statu- 
tory notice,  proportional  rates  from  Western  Trunk  Line  and 
southern  territory  to  the  Gulf  ports,  which  will  be  the  same  as 
those  from  the  same  points  to  the  Atlantic  Coast  ports.  Mr. 
Hastings  said  that  he  knew  of  that  application  and  said  that  if 
it  was  granted  by  the  Commission  the  transcontinental  carriers 
would  ask  for  suspension. 

"A  rate  in  conjunction  with  a  boat  line,  over  the  tariffs  of 
which  the  Commission  has  no  supervision,  cannot  be  called  a 
proportional  rate,"  he  said.  "And  it  certainly  cannot  be  an 
export  rate,  for  we  do  not  for  a  moment  admit  that  California  is 
a  foreign  country." 

In  discussing  items  23  and  24,  which  cover  boiler  flues  and 
wrought  iron  pipe,  and  on  which  the  carriers  propose  establish- 
ing a  $1.25  rate  with  a  40,000-pound  minimum  and  a  $1  rate  with 
a  60,000-pound  minimum,  it  was  pointed  out  by  Robert  Hula,  of 
the  Steel  &  Tube  Company  of  America,  that  the  minimum  car- 
load revenue  would  in  both  cases  be  $600. 

"Yes,  I  know  that,"  said  Mr.  Hastings,  "and  in  spite  of  all 
the  things  that  have  been  said  about  the  purpose  of  these  reduc- 
tions being  to  give  the  Pacific  Coast  the  benefit  of  wider  mar- 
kets, and  to  aid  the  manufacturers  of  the  middle  west,  I  want  to 
say  right  now  that  the  real  reason  the  carriers  are  proposing 
to  cut  these  rates  is  their  own  welfare.  We  are  entirely  selfish 
about  this." 

"So  far  as  the  Pacific  Coast  is  concerned,"  broke  in  Seth 
Mann  of  the  San  Francisco  Chamber  of  Commerce,  "we  stand 
for  a  principle;  the  principle  that  the  carriers  should  be  allowed 
to  meet  water  competition  even  though  the  rates  thus  made 
may  be  below  reasonable.  We  have  tanneries  in  California,  for 
instance,  but  we  are  not  singling  out  item  74,  which  covers 
leather,  and  condemning  it  because  it  may  harm  one  industry 
in  our  state." 

It  was  pointed  out  to  the  witness  by  the  examiner  that  Item 
62.  wire  rods,  as  proposed  was  not  in  accordance  with  the  Com- 
mission's decision  in  Edwards  vs.  Director-General,  60  I.  C.  < '  . 
258,  in  which  rates  on  wire  rods  in  excess  of  90  per  cent  of 
rates  between  the  same  points  on  wire  were  declared  unreason- 
able. Mr.  Hastings  said  that  it  was  the  intention  of  the  Trans- 
continental Freight  Bureau  to  ask  the  Commission  for  a  ruling 
on  the  transcontinental  movement  of  these  rods.  "Surely,"  he 
said,  "the  Commission  did  not  have  In  mind  rates  based  on 
direct  water  competition,  where  the  extent  of  that  competition 
is  the  dominating  factor  in  making  a  rate,  when  it  expressed  that 
opinion." 

TRANSCONTINENTAL  SUGAR  RATES 

Examiner  Disque  began  his  swing  around  the  circle  to  take 
testimony  for  and  against  the  half  dozen  or  more  fourth  section 
applications  of  the  Transcontinental  Freight  Bureau  at  Chicago, 
November  15.  The  first  hearing,  which  was  on  the  reopened 
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Put  It  Over  at  Hampton  Road 

Where  Ocean  and  Rail  Meet  in  the  One  Big  Game  of 
More    Regular    Direct    Rail    and    Steamship    Lines    Coi 

HAMPTON  ROADS  HEADQUARTERS  FOR  O 


It  is  here  that  you  will  find  the  regular  systematic  interchange  of  traffic  from  the  five  states  tributary  to 
Hampton  Roads,  over  eight  trunk  line  railroads — pooling  at  concrete-steel  ocean  pier  for  the  entire  Pacific  Coast 
of  the  three  Americas,  including  also  Havana,  Cuba,  the  Panama  Canal,  Honolulu,  Manila  and  the  Orient,  and— 
at  savings  in  through  freight  costs  ranging  from  25  to  40%.  From  this  terminal  departs  every  three  weeks  the 
splendid  passenger  and  freight  steamers  of  Pacific  Mail  Steamship  Company  bearing  this  impoi'tant  traffic,  both 
passenger  and  freight,  direct  to  the  Pacific  on  a  dependable  schedule  of  twenty-one  days. 

At  this  terminal  you  will  find,  discharging  every  three  weeks,  from  one  of  these  steamers,  hundreds  of 
tons  of  miscellaneous  freights  for  less  carload  and  carload  distribution — per  buyers'  instructions — over  the 
numerous  rail  and  water  lines  serving  direct  from  this  pier,  into  Virginia,  North  Carolina,  South  Carolina,  Ten- 
nessee, and  Central  Freight  Associated  territory.  And — minus  drayage  or  switching  charges. 

It  is  here,  also,  that  you  will  find  a  regular  interchange  of  traffic  by  steamers  of  the  Williams  Steamship 
Company  direct  to  and  from  the  north  Pacific  Coast  with  aforesaid  territory.  This  line,  together  with  Pacific  Mail, 
affords  a  regular  dispatch  to  Pacific  about  every  two  weeks. 

Located  within  Southgate  Terminals  are  the  principal  wholesale  distributors  and  jobbing  interests,  of 
Norfolk,  as  well  as  numerous  other  interests  engaged  in  economic  distribution  of  products  from  or  through  this 
gateway.  Manufacturers  .and  distributors  throughout  territory  from  west  of  the  Mississippi  to  north  Atlantic 
—from  and  including  the  Ohio  to  the  Great  Lakes — avail  themselves  daily  of  the  able  and  economic  distribu- 
tion through  Southgate  Terminals  by  forwarding  to  us  carload  shipments  for  breaking  into  direct  package  car 
distribution  over  the  numerous  rail  and  water  lines  serving  direct  into  Virginia  and  Carolina  territory.  And— 
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-AT  SOUTHGATE  TERMINALS 

momic,  Efficient  Freight  Dispatch.     A  Terminal  Having 
:tions    Than    Any    Other    Terminal    in    Hampton    Roads 

JST  TO  COAST  LINES  VIA  PANAMA  CANAL 


situated  within  two  blocks  of  Norfolk's  busiest  trading  and  banking  center,  Southgate  Terminals  serve  first  hand 
also  the  city  of  Norfolk. 

Here  you  will  find  steamers  of  five  steamship  lines  plying  to  and  from  Hampton  Roads,  load  and  discharge 
their  cargo:  Pacific  Mail — Williams  Line — Buxton  Line — Norfolk-West  Indies  Steamship  Company — Inland 
Steamship  Company.  And — you  will  find  eight  trunk  line  railroads  serving,  as  follows: 

-     Direct  bv  its  own  facilities.         Chesapeake  &  Ohio     -     -     Direct  by  its  own  facilities. 
"    "      "         "  Norfolk  &  Western     -     -     By  intermediate  switching. 

"     "       "          "  Pennsylvania  R.  R.     -     -       " 

"     "      "         "  Virginian  Railroad      -     -      " 


Atlantic  Coast  Line 
Norfolk-Southern 
Seaboard  Air  Line 
Southern  Railway 


Nine  of  these  transportation  companies  maintain  within  our  terminal  branch  offices  for  direct  receipt  of 
outgoing  shipments,  executing  bills  of  lading  in  exchange. 

A  first  hand  interchange  of  telegraphic  service — both  Postal  and  Western  Union  Companies  maintaining 
branches  within  our  terminal. 

Our  management  includes  also  for  your  service — A-l  freight  traffic  department  with  a  fifty-hole  tariff  case 
in  which  to  distribute  the  freight  tariffs  of  the  country — rail  or  water — export — import — concentration — distribu- 
tion— all  directions — custom  house  brokers — steamship  agents — storage  under  negotiable  receipts  insured  or  not, 
as  you  desire — forwarders  of  foreign  and  domestic  freights.  All  of  these  things  enter  into  our  day's  work. 
Our  terminal  and  handling  charges  are  shaped  to  meet  lowest  rates  obtainable  in  Hampton  Roads  for  similar 
service.  The  bulk  of  savings  obtainable  by  reason  of  our  terminal  location  being  passed  along  to  the  shipper. 

Operating  Southgate  Terminals,  Norfolk,  Va. Portsmouth,  Va. 
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fourth  section  application  No.  8835,  involving  rates  on  sugar 
from  California  to  Chicago,  St.  Louis  and  the  Missouri  River,  in 
which  the  Commission  granted  permission  to  the  transconti- 
nental carriers  to  disregard  the  fourth  section  of  the  act  in 
fourth  section  order  No.  4136  (31  I.  C.  C.  511-531),  came  near 
ending  abruptly  immediately  after  opening.  J.  F.  Abbott,  attor- 
ney for  the  American  Sugar  Refining  Company,  declined  to  open, 
in  spite  of  the  fact  that  T.  J.  Norton,  counsel  for  the  transcon- 
tinental carriers,  maintained  that  since  the  application  for  re- 
opening had  contained  allegations  of  changed  conditions  it 
would  be  necessary  for  the  applicants  to  assume  the  burden  of 
proof. 

Mr.  Abbott  said  that  the  reopening  order  of  the  Commission 
failed  to  state  that  action  had  been  taken  on  the  application. 
"For  all  I  know,"  he  said,  "the  Commission  may  have  reopened 
this  case  on  its  own  motion.  I  do  not  know  whether  our  ap- 
plication was  considered." 

"I  will  assume  that  the  Commission  overlooked  mentioning 
your  petition  in  the  order,"  said  the  examiner,  and  ordered  the 
eastern  interests  to  proceed.  Mr.  Abbott,  however,  renewed  his 
objections,  saying  that  he  had  arranged  with  the  Commission 
to  put  in  his  testimony  at  New  Orleans.  "We  have  just  fin- 
ished the  Arbuckle  case  in  New  York,"  he  said,  "and  have  had 
no  opportunity  to  prepare  our  evidence  in  this  case." 

The  transcontinental  carriers  and  the  western  sugar  inter- 
ests objected  to  being  required  to  wait  until  the  hearings  were 
practically  completed  before  being  allowed  to  hear  what  the 
easterners  had  "up  their  sleeves,"  but  it  was  finally  agreed, 
after  Mr.  Abbott  had  promised  for  himself  and  for  other  eastern 
interests  to  put  in  the  applicant's  case  so  far  as  possible 
at  New  Orleans,  giving  the  other  side  a  chance  to  rebut  at  the 
New  York  hearing,  scheduled  to  follow,  that  the  carriers  should 
proceed. 

Paul  P.  Hastings,  member  of  the  standing  rate  committee 
of  the  Transcontinental  Freight  Bureau,  then  took  the  stand 
and  outlined  briefly  a  history  of  the  sugar  rate  adjustment  into 
Chicago.  He  said  that  in  fourth  section  order  No.  4136  the 
Commission  had  given  the  transcontinental  carriers  permission 
to  establish  a  rate  from  California  to  Chicago  25  cents  in  excess 
of  that  in  effect  to  the  same  market  from  New  York  and  New 
Orleans,  and  rates  from  California  to  points  between  Chicago 
and  the  Missouri  River  23  cents  in  excess  of  the  New  Orleans 
rates  to  the  same  destinations.  In  availing  themselves  of  the 
permission  contained  in  the  order  the  carriers  reducd  the  Cal- 
ifornia-Chicago rate  from  60  cents  to  48  cents  and  increased  the 
minimum  from  60,000  to  80,000  pounds,  he  said.  The  St.  Louis 
rate  was  placed  on  a  parity  with  the  Chicago  rate  and  to  the 
rest  of  the  territory  between  Chicago  and  the  Missouri  River 
rates  were  established  on  the  prescribed  23-cent  differential  over 
the  New  Orleans  rate. 

It  had  been  the  position  of  the  opposition  at  several  previous 
hearings,  the  witness  said,  that  the  order  did  not  allow  devia- 
tion from  the  fourth  section  in  the  rates  to  any  point  taking 
lower  than  the  Chicago  rate  and  that,  therefore,  the  St.  Louis 
rate  had  been  in  violation  of  the  law  all  the  years  since  the 
promulgation  of  the  order.  "It  is  our  position,"  he  said,  "that 
the  order  merely  gave  us  permission  to  apply  the  differentials 
prescribed,  and  that,  had  we  been  so  minded,  we  might  have 
established  a  rate  to  St.  Louis  of  40  cents,  23  cents  over  the 
New  Orleans  water-depressed  rate  of  17  cents." 

As  soon  as  the  Commission  began  prescribing  various  per- 
centage increases,  Mr.  Hasting  said,  the  relationships  between 
the  rates  from  the  producing  territories  into  Chicago  began  to 
lose  their  identity,  until,  following  Ex  Parte  74,  the  Chicago 
rate  from  California  was  30  cents  over  the  New  York  and  33 
cents  over  the  New  Orleans  rate;  to  St.  Louis  from  California 
93%  cents,  which  was  30  cents  over  the  New  York  and  34  cents 
over  the  New  Orleans  rate,  and  to  the  Missouri  River  from 
California,  $1.02%,  which  was  16%  cents  over  the  New  York 
and  29%  cents  over  the  New  Orleans  rate. 

"As  long  as  the  western  refiners  were  able  to  get  into  the 
Chicago  and  St.  Louis  markets  on  a  rate  25  cents  over  their 
southern  and  eastern  competitors,  we  were  able  to  get  a  share 
of  the  sugar  tonnage  into  these  markets.  We  saw  no  reason 
why  the  percentage  increases  should  be  allowed  to  interfere 
with  the  differential  basis  prescribed  by  the  Commission  in  1914. 
Therefore,  on  June  21,  1921,  we  reduced  the  Chicago  and  St. 
Louis  rate  to  85  cents  and  the  Missouri  River  rate  to  96  cents, 
re-establishing  the  old  differentials  of  25  and  23  cents." 

The  witness  introduced  a  list  of  rates  from  New  York  to 
Chicago  via  several  differential  routes  (lake-and-rail,  canal-and- 
lake,  etc.)  which  he  said  offered  rates  to  Chicago  ranging  from 
52  to  59  cents,  and  offered,  In  addition,  limited  storage  privi- 
leges. From  New  Orleans,  he  pointed  out,  shippers  could  use 
the  Mississippi-Warrior  service,  which  had  a  rate  of  48%  centa 
to  Chicago  and  to  St.  Louis  a  half  cent  lower. 

"It  must  also  not  be  overlooked,"  he  continued,  "that  the 
eastern  lines  have  announced  reductions  of  3  cents  in  the  rates 
to  Chicago  and  the  Missouri  River,  and  3%  cents  to  St.  Louis, 
effective  December  1,  and  that  the  southern  lines  have  announced 
the  re-establishment  of  the  5-cent-under-ChIcago  differential  from  . 


New  Orleans  to  St.  Louis,  which  will  reduce  that  rate  from  59% 
to  54  cents." 

Touching  upon  the  question  of  water  competition,  Mr.  Hast- 
ings introduced  an  excerpt  from  the  Panama  Canal  Record  which 
he  said  showed  107,204  tons  of  raw  Hawaiian  sugar  to  have 
passed  through  the  canal  between  April  and  September,  1921, 
and  150,559  tons  of  raw  sugar  destined  to  the  eastern  coast  of 
the  United  States  to  have  passed  through  in  the  same  period. 
"Of  course,  I  cannot  say  how  much  of  the  Hawaiian  sugar  went 
to  the  eastern  ports,  nor  can  I  say  how  much  of  the  sugar  going 
to  the  eastern  ports  came  from  Hawaii,"  said  the  witness.  "But 
an  inspection  of  the  exhibit  will  show  that  in  April,  1921,  the  two 
items  coincided  at  39,699  tons,  which  proves  to  my  mind  that 
a  great  part  of  the  raw  Hawaiian  sugar  must  have  gone  to  the 
eastern  refineries." 

Mr.  Abbott  said  that  the  1921  canal  movement  was  due  to 
contracts  made  at  the  request  of  the  western  refiners  who  could 
not  handle  the  Hawaiian  crop,  due  to  adverse  market  conditions. 
"It  was  by  no  means  normal,"  he  said,  "and  it  was  due,  at  least 
in  part,  to  the  request  of  the  western  refiners." 

So  far  as  the  96-cent  rate  to  the  Missouri  River  was  con- 
cerned, Mr.  Hastings  insisted  that  it  was  below  reasonable  aside 
from  any  consideration  of  the  lower  rate  to  the  more  distant 
point.  He  introduced  an  exhibit  purporting  to  show  that  the 
Missouri  River  rate  compared  favorably  with  rates  on  other 
commodities  moving  in  quantity  eastbound  between  California 
and  the  river. 

"How  about  the  Chicago  rate,  then,"  asked  opposing  coun- 
sel; "does  that  bear  its  proper  proportion  of  the  cost  of  service?" 
"I  don't  know  what  you  mean  by  proper,"  answered  the  wit- 
ness. "I  will  say  this:  That  it  does  not  bear  a  full  proportion 
of  the  cost.  But  it  does  pay  more  than  the  out-of-pocket  cost 
and  is,  therefore,  reasonably  compensatory." 

Mr.  Hastings  introduced  figures  purporting  to  show  that  in 
1920  and  the  first  eight  months  of  1921  there  had  been  an  empty 
car  movement,  eastbound,  in  transcontinental  territory,  42,000 
cars  in  excess  of  that  westbound.  He  did  not  know,  he  said, 
how  far  these  cars  moved  before  taking  on  a  load;  but  he  said 
the  figures  had  been  compiled  at  desert  points  where  It  was  rea- 
sonable to  suppose  that  their  empty  haul  had  been  at  least  1,500 
miles  long. 

"Does  it  benefit  Chicago  to  have  the  competition  of  both 
producing  territories  in  its  market?"  asked  the  examiner. 

"It  does,"  answered  the  witness.  "Not  only  on  account  of 
the  wider  purchasing  field  it  affords,  but  by  actually  reduced 
prices." 

"Is  that  the  only  reason  you  can  give  for  bringing  sugar 
2,000  miles  into  a  consuming  market  when  an  adequate  supply 
exists  within  1,000  miles?' 

"There  is  another  vital  reason — namely,  that  all  the  sugar 
we  ship  is  raised  under  the  American  flag  and  that  more  than 
one-fourth  of  the  sugar  of  the  country  is  produced  in  the  West 
in  a  territory  comprising  only  one-thirteenth  of  the  country's 
population." 

"In  that  respect,"  the  examiner  continued,  "you  are  no  ex- 
ception.    Is  there  not  an  overproduction  everywhere?" 
'There  is — at  present,"  admitted  the  witness. 
"Are   you   prepared   to   say   what   you  would   say   if   fourth 
section  permission  were  withdrawn?"  asked  Mr.  Disque. 
"We  are  not,"  said  Mr.  Hatsings. 

Luther  Walter,  attorney  for  western  sugar  interests,  pro- 
duced as  a  witness,  at  the  afternoon  session,  R.  F.  Fitzgibbons, 
salesman  for  the  American  Sugar  Refining  Company,  In  Chicago, 
who  admitted  that  his  company  began,  a  month  ago,  to  ship 
sugar  from  the  East  to  Chicago  via  the  Canadian  Pacific  Transit 
Steamship  Line  under  a  54-cent  rate,  but  added  that  a  cartage 
of  from  6  to  10  cents  was  absorbed  by  the  selling  company  for 
delivery  from  Chicago  warehouses  to  customers.  Mr.  Abbott 
stated  that  he  did  not  wish  to  be  understood  as  being  bound 
by  the  testimony  of  the  witness,  whom  he  had  never  seen  before, 
and  that  officials  of  the  company,  more  competent  to  testify  as 
to  its  commercial  practices,  would  be  presented  at  the  New 
Orleans  hearing. 


SUGAR  RATE  HEARING 

Another  chapter  in  the  renewed  fighting  over  the  adjust- 
ment of  sugar  rates  from  eastern  refineries  to  Chicago  and  the 
middle  west,  in  comparison  with  the  rates  from  the  refineries 
on  the  Gulf  and  from  Pacific  coast  terminals,  will  be  written 
shortly  before  the  suspension  board  of  the  Commission.  Indi- 
cation that  that  would  be  the  next  development  was  given  at 
New  York  during  the  first  hearing  on  No.  13098.,  Arbuckle 
Brothers  vs.  Ann  Arbor  et  al.,  a  short  time  ago. 

Although  they  were  the  complainants   the  eastern  refiners 

they  did  not  feel  it  necessary  to  press  their  complaint,  be- 

:ause  they  had  had  a  conference  with  the  eastern  carriers  and 

•Iv'vu  d  a£reed  to  put  the  eastern  refiners  on  a  rate  parity 
with  the  New  Orleans  refiners,  by  making  a  reduction  of  3  cents, 
so  the  rate  would  be  60  cents,  the  same  as  from  New  Orleans 

*1 i  ^lcf^°;  -The  railroads  assented  to  that  announcement,  and 
added  that  in  the  tariffs  to  be  filed  soon  rates  to  St.  Louis, 
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Milwaukee  and  other  points  in  the  middle  west  would  be  re- 
adjusted so  as  to  remove  most  of  the  objections  of  the  eastern 
rcliners.  The  last  mentioned  said  that  that  being  the  fact  they 
would  withdraw  their  complaint,  provided,  of  course,  that  the 
southern  lines  left  the  rate  from  New  Orleans  60  cents. 

The  gulf  refiners  objected  to  the  withdrawal  of  the  com- 
plaint of  their  eastern  competitors.  They  had  intervened,  they 
said,  to  protect  the  existing  adjustment.  Attorney-Examiner 
Disque  admitted  that  probably  the  eastern  refiners  could  with- 
draw their  complaint  if  they  insisted,  but  he  suggested  that  in 
view  of  the  fact  that  every  interest  was  present  the  interveners 
should  so  ahead  with  their  testimony — thereby,  in  effect,  substi- 
tuting themselves  for  the  complainants  and  the  latter  becoming 
the  interveners — objecting  to  the  adjustment  resulting  from  the 
prospective  reduction  of  the  New  York-Chicago  rate  to  60  cents 
and  then  allow  the  eastern  refiners  to  defend  it. 

That  arrangement  was  satisfactory  and  the  hearing  con- 
tinued with  the  positions  of  the  complainants  and  interveners 
reversed  until  a  message  was  received  saying  that  the  southern 
lines  had  decided,  in  view  of  what  the  eastern  carriers  had  an- 
nounced, to  cut  the  New  Orleans-Chicago  rate  to  57  cents,  with 
a  properly  related  rate  to  St.  Louis. 

Receipt  of  that  message  re-reversed  the  positions  of  the 
parties  so  they  ended  the  hearing  in  their  natural  positions  of 
antagonism.  It  was  agreed  to  hold  another  meeting  in  New 
Orleans,  January  12,  and  another  in  New  York  soon  after  that 
date. 

In  the  meantime  both  sides  have  asked  that  the  testimony 
they  put  into  the  record  at  the  New  York  hearing  be  considered 
by  the  Commission  as  being  given  in  support  of  protests  against 
the  tariffs  which  the  two  sets  of  carriers  have  announced  they 
intend  to  file,  effective  early  in  December. 

After  the  attorney-examiner  finishes  the  hearings  at  New 
York  and  New  Orleans,  he  will  begin  hearings  on  the  reductions 
on  sugar  made  by  the  transcontinental  lines  to  the  Missouri 
River,  St.  Louis  and  Chicago,  and  the  reopened  fourth  section 
case  of  1914,  on  the  order  in  which  the  transcontinental  carriers 
say  they  based  the  rate  to  St.  Louis,  which  the  eastern  refiners 
contend  is  in  violation  of  the  order  of  that  year.  The  action  of 
the  transcontinental  lines  stirred  the  eastern  refiners  into  mak- 
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words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TRAFFIC  WORLD,  418  South  Market  Street,  Chicago,  111. 

POSITION  WANTED — By  young  man  of  26.  in  either  industrial  or 
railroad  traffic  department.  LaSalle  graduate,  good  education;  can 
furnish  best  references.  Now  in  Detroit,  but  no  objection  to  locate 
elsewhere.  Address  R.  F.  B.,  Traffic  World,  Chicago. 

POSITION  WANTED— As  Claim  Agent,  Chief  Clerk  or  personal 
correspondent  to  official,  railroad  or  industrial;  aged  40;  married;  fif- 
teen years'  general  railroad  office  experience;  Mississippi  River  to  east 
coast;  now  in  general  claim  office;  object,  future.  Address  M.  G., 
Traffic  World,  Chicago. 

WANTED — Hard  boiled  rate  clerks.  Do  not  answer  unless  you  are 
satisfied  you  can  make  good,  as  we  want  only  rate  men  who  can  audit 
freight  bills  and  catch  all  the  overcharges.  Address  Freight  Audit 
Company.  1018  Wabash  Ave.,  Chicago. 

FOR  SALE — Several  thousand  No.  1  6x8 — 8  ft.  oak  railroad  cross 
ties.  Can  also  furnish  oak  switch  ties  and  crossing  plank  to  order. 
Have  three  mills  in  operation.  L.  E.  Pearson,  P.  O.  Box  315,  South 
Bend,  Ind. 


Ing  an  attack  upon  the  adjustment  to  Chicago  from  New  York 
in  comparison  with  the  one  from  New  Orleans  to  the  name 
point. 


PETITIONS    FOR    REOPENING 

The  Nebraska  State  Railway  CommigHion  has  filed  a  peti- 
tion asking  the  Commission  to  reopen  the  western  grain  case, 
No.  12929,  and  to  make  an  order  BO  that  it  may  not  be  construed 
as  permitting  intrastate  rates  on  the  .commodities  involved  to 
exceed  the  interstate  rates  prescribed  In  the  report  on  that  case. 

Complainant  in  No.  11733,  the  Parkersburg  Rig  &  Reel  Co., 
has  asked  the  Commission  to  reopen  that  case  solely  on  the 
question  of  reparation. 

Respondents  in  I.  and  S.  1320,  In  the  matter  of  oil  rates 
from  Texas  ports  to  Sulphur  Mine,  La.,  have  asked  the  Com- 
mission to  grant  a  rehearing. 

The  St.  Louis-San  Francisco  Railway,  defendant,  In  No. 
12143,  Gulf  Refining  Co.  of  Louisiana  in  behalf  of  Union  Petro- 
leum Co.  vs.  St.  L.-S.  F.  Ry.  et  al.,  has  asked  the  Commission  for 
a  rehearing  in  that  case. 

Acquire  an  Expert  Knowledge  off 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping:? — to  reap 
greater  benefit   from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  up  in 
domestic  and  foreign  traffic?     Then  investigate  the  LaSallc  Problem 
Method  of  home-study  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  out  how  this  course  can  ajsiit 
you  to  better   knowledge  of  traffic  management   by  irivina  you 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic   executives.     Write    for  catalog   and 
low  cost  monthly  payment  plan. 

LaSALLE  EXTENSION  UNIVERSITY 
Department  1195-TA    CHICAGO,  ILLINOIS 

The  I.arjeit  Butinttt  Training  Institution  in  tit*  World 


Reduce  Damage  Claims 

by  nailing  your  boxes  and  crates  right.     Use  nails  of  the 

right  size,  spaced  to  suit  the  kind  and  thickness  of  wood 

used.     Our  pamphlet  on  nailing  tells  you  how.     It  is  free. 

Write  for  it. 

National  Association  of  Box  Manufacturers 

1553  Conway  Building,  Chicago 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN   WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whitefield   Sammia 


Phom  Main  2210 


417  SOUTHERN  BUILDING 


No  Waiting 


No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the 


\OSiS       for  all  purchases  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 


Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn, 

Copyright  by  West  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIERS 
Injunction    Suit    By   Carrier   Attacking    State-fixed    Rates   Held    a 

Class    Suit    Preventing    Action    by    Shipper   for   Overcharge: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  An  injunction 
suit  by  a  carrier  against  officers  of  a  state  and  all  shippers, 
though  only  one  shipper  was  named,  attacking  a  state  rate 
statute  as  unconstitutional,  was  a  class  suit  binding  on  all  ship- 
pers, so  that,  till  reversal  of  a  decree  therein  enjoining  any 
steps  to  enforce  the  statute,  shippers  other  than  the  one  named 
could  not  institute  action  to  recover  charges  collected  in  excess 
of  such  statutory  rates. — Wabash  Ry.  Co.  vs.  Koenig  et  al.,  274 
Fed.  Kept.,  p.  909. 
Decree  Dismissing,  Without  Prejudice,  Suit  by  Carrier  Against 

Shippers   as   a   Class,  After   Holding    It   Without   Merit,   Held 

Conclusive  on   the   Main   Question,   in   Subsequent  Action   by 

Shipper  to  Recover  Overcharge: 

Decree  of  Supreme  Court  dismissing,  without  prejudice,  in- 
junction suit  by  carrier  against  shippers  as  a  class,  after  holding 
it  without  merit,  is  conclusive  on  the  main  question  therein, 
whether  the  state  rates  were  conflscatory,  in  a  subsequent  action 
by  a  shipper  to  recover  of  the  shipper  overcharges  paid  during 
the  period  of  the  injunction  suit,  and  this  notwithstanding  a 
decision  and  order  of  the  Interstate  Commerce  Commission  prior 
to  the  decree  of  the  Supreme  Court,  holding  that  there  was  a 
discrimination  against  interstate  commerce  by  reason  of  differ- 
ence between  interstate  and  intrastate  rates,  and  ordering  the 
removal  thereof  for  the  future. — Ibid. 
Recoverable  on  Excess  Charges  by  Carrier: 

A  shipper  recovering  excess  charges  of  a  carrier  is  entitled 
to   interest  thereon. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and   Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Letter  Held  Ratification  of  Signing  of  Charter  Party: 

(Circuit  Court  of  Appeals,   Second  Circuit.)     A  letter  from 
one  in  whose  name  a  vessel  was  chartered,  confirming  the  acts 
of  the  agent  or  person  signing,  held   a  ratification   of  the  acts 
of  such  person. — Aaby  vs.  Dyer,  274  Fed.  Kept.,  p.  912. 
Answer  Must  Be  Amended  Within   Fifteen   Days  After  Filing  of 

Apostles: 

Where  answer  in  libel  proceeding  was  based  on  claim  that 
signing  of  charter  was  without  authority,  libelee  could  not  set 
up  the  defense  that  agent's  consent  that  the  steamer  should  go 
to  another  port  to  complete  her  loading  was  a  new  contract, 
made  without  notice  to  libelee,  which  discharged  him  from  all 
liability  under  the  original  charter,  even  if  authorized  under  bond 
to  cover  demurrage,  the  answer  not  being  amended,  and  no  ap- 
plication therefor  having  been  made  within  fifteen  days  after  the 
filing  of  the  apostles. — Ibid. 
Agent  Making  Charter  for  Undisclosed  Principal  Liable  as 

Charterer: 

(District  Court,  S.  D.,  New  York.)  In  a  suit  by  an  owner 
for  breach  of  charter,  it  is  no  defense  that  in  making  the  charter 
respondent  acted  as  agent,  where  such  fact  and  the  name  of  the 
principal  were  not  disclosed. — Mazza  vs.  J.  G.  White  Engineering 
Co.;  Stathatos  &  Co.,  Limited,  vs.  International  Freighting  Cor- 
poration, 274  Fed.  Kept.,  p.  990. 
Construction  of  Special  Provision  of  Charter  Party: 

Where,  In  a  charter  party  prepared  by  the  English  agents 
of  the  owner,  though  made  and  to  be  performed  in  the  United 
States,  the  parties  have  inserted  a  special  provision  which  is  for 
the  benefit  of  the  charterer,  so  that  the  contract  in  fact  falls 
within  an  English  decision,  in  interpreting  the  change  that  de- 
cision becomes  a  particularly  persuasive  authority. — Ibid. 
Charterer  Held  Excused  from  Delays  in  Loading  from  Any  Cause 

in  Fact  Beyond  Its  Conrol: 

A  provision  of  a  charter  party  excepting  from  lay  days  for 
loading  time  lost  through  "any  cause  beyond  the  control  of  the 
charterers,  whatsoever,"  held  to  excuse  any  delay  caused  in  fact 
by  circumstances  which  the  charterer  could  not  control,  but  to 
a  similar  charter  in  which  the  word  "whatsoever"  is  omitted  the 
rule  ejusdem  generis  applies. — Ibid. 
Exceptions  in  Charter  Party  Construed  as  Mutual: 

Exceptions  In  a  clause  of  a  charter  party  containing  mutual 


agreements   by   owner  and   charterer  construed   as   being  them- 
selves mutual,  though  not  so  designated. — Ibid. 
Exception  in  Charter  Party  of  Restraint  of  Rulers  Held  to  Cover 
Transportation  of  Coal  Cargo  from   Mines  to  Port  of  Loading: 
Exception  in  a  charter  party  of  restraints  of  rulers  held  to 
cover  transportation  of  coal,  which  was  to  constitute  the  cargo, 
from  mines  to  port,  where  it  was  known  to  both  parties  that 
the  practice  at  the   port  of  loading  was  not    to    store  coal  in 
quantity,  but  to  load  direct  from  cars  from  the  mines,  and  to 
excuse   the   charterer  for  failure  to   load   within   the   time  pre- 
scribed, where  it  was  caused  by  an  order  of  the  Interstate  Com- 
merce Commission  establishing  priorities  and  preferences. — Ibid. 
Charter  Party  Held  Not  to  Expressly  Authorize  Charterer  to  Col- 
lect Freight: 

(District  Court,  S.  D.,  New  York.)     Provision  of  charter  party 
that  freights   shall  be  all  prepaid  without  discount  on  signing 
bills  of  lading  held  not  to  mean  that  the  charterer  must  collect 
the  freight  in  advance,  and  so  to  authorize  him  to  collect  it,  and 
therefore  to  sign  bills  of  lading,  but  to  be  intendeu  to  protect 
the  ship's  hire  against  the  charterer. — Aktieselskabet  Bruusgaard 
vs.  Standard  Oil  Co.  of  New  Jersey,  274  Fed.  Kept.,  p.  996. 
Shipper,   Defending  Against  Owner's  Claim  for  Freight,   Held  to 
Have   Burden   of  Showing  the   Master  Authorized  the  Char- 
terer to   Sign    Bill   of   Lading: 

The  charter  party  containing  a  provision  intended  to  pro- 
tect the  ship's  hire  against  the  charterer,  a  shipper,  defending 
against  claim  of  the  shipowner  for  freight,  notwithstanding  it 
had  been  paid  to  the  charterer,  has  the  burden  of  showing  that 
the  master  authorized  the  charterer  to  sign  bill  of  lading  and 
collect  the  freight  as  he  did. — Ibid. 

Master,  by  Receiving  Goods  on   Board,  Does  Not  Ratify  Charter- 
er's Unknown   Bill  of  Lading: 

The  master,  by  receiving  goods  over  the  rail,  does  not  ratify 
any  unknown  bill  of  lading  signed  by  him  per  the  charterer  and 
given  to  the  shipper,  and  on  which  the  freight  was  paid  to  the 
charterer. — Ibid. 

Custom,    Whereby    Charterer    Has    Authority     to     Sign    Bills    of 
Lading,  Must  Be  Shown  Independently  of  Express  Authority: 
The   only   proof  of   custom,   whereby  the   charterer  has   au- 
thority  to   sign   bills   of  lading   and   collect   freight,  that  would 
count,   is   that   without   express   authority   charterers   commonly 
undertook  to  so  sign  and  collect. — Ibid. 

The  Charterer,   as   Such,   Not   Agent  to   Sign    Bills   of   Lading   or 
Collect  Freight: 

The  charter,  as  such,  is  not  an  agent  to  sign  bills  of  lading 
or  collect  freight. — Ibid. 


TRAFFIC  STATISTICS 

The  Traffic  World  Washington  Bureau 

In  a  compilation  of  revenue  traffic  statistics  of  class  1  steam 
roads,  prepared  by  the  Commission's  bureau  of  statistics,  cover- 
ing August  and  the  eight  months  ended  with  August,  it  was 
shown  that  the  revenue  tons  in  August  were  150,066,000  com- 
pared with  211,357,000  in  August,  1920;  that  the  freight  was 
$351,468,425  compared  with  $366,912,343  for  the  corresponding 
month  of  1920;  that  the  revenue  per  ton  mile  was  1.288  cents, 
compared  with  0.936  in  August,  1920. 

In  the  eight  months  ended  with  August  the  revenue  tons 
carried  was  1,059,444,000  compared  with  1,429,548,000  in  the 
corresponding  period  of  1920;  freight  revenue  was  $2,525,180,067 
compared  with  $2,574,643,025  for  the  eight  months  of  1920; 
revenue  per  ton  mile  was  1.276  cents  as  compared  with  0.965 
in  the  corresponding  period  of  1920. 

In  August,  1921,  the  class  1  roads  carried  90,120,000  revenue 
passengers  while  in  August,  1920  they  carried  116,458,000;  the 
passenger  revenue  was  $108,904,480,  while  in  August,  1920  it 
was  $132,276,038.  In  the  eight  months  ended  with  August  the 
class  1  roads  carried  709,251,000  revenue  passengers  compared 
with  832,724,000  in  the  corresponding  month  of  1920.  In  the 
eight  months  of  1921  the  passenger  revenue  amounted  to  $792,- 
X47.927,  while  in  the  corresponding  period  of  1920  it  was  $821  - 
075,676. 


TO   ARGUE    N.    D.   RATE   CASE 

The  United  States  Supreme  Court  has  denied  the  motion  of 
Karl  Knox  Gartner,  as  special  counsel  for  the  state  in  the  North 
Dakota  intrastate  rate  case,  to  cancel  the  court's  order  setting 
the  carriers'  motion  to  dismiss  for  argument  January  3.  A 
question  of  jurisdiction  of  the  original  bill  filed  by  the  state  is 
in  issue  and  will  be  argued  at  the  time  set. 


SOUTHERN    RAILWAY    BONDS 

The  Southern  Railway  has  apolied  to  the  Commission  to 
issue  $5,225,000  of  its  development  and  general  mortgage  4  per 
cent  gold  bonds,  payable  April  1,  1956,  secured  by  mortgage  to 
the  Standard  Trust  Company  of  New  York,  now"  the  Guaranty 
Trust  Company  of  New  York,  as  trusetee.  The  bonds  will  be 
held  in  the  treasury  of  the  company  until  an  order  shall  be  ob- 
tained from  the  Commission  authorizing  their  sale,  pledge, 
hypothecation  or  other  disposition. 


Nm.-inli.  i    111,  1921 
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The  Century 

the  world's  most  famous  train 


The  TWENTIETH  CENTURY 
LIMITED,  when  it  inaugurated  the 
20-hour  service  between  New  York  and 
Chicago,  brought  the  two  greatest 
markets  of  the  country  within  overnight 
reach  of  each  other.  This  saving  of  a 
business  day  has  been  of  incalculable 
value  to  industry,  commerce  and 
finance. 

With  ceaseless  regularity 
this  world-famous  train — for 
more  than  7,000  nights — has 
been  making  its  scheduled 
flight  between  the  port  of  New 
York  and  the  head  of  Lake 
Michigan  over  the  water 
level  route  of  the  New  York 
Central  Lines. 

Travelers  whose  business 
takes  them  frequently  back 
and  forth  between  Chicago 


,  NLWYORK 

(ENTRAI 

^     LINES   ' 


New  York  to  Chicago 
in  twnty  tours 

Lv.  New  York  2.45  p.  m.* 
Ar.  Chicago  9.45  a.  m.* 
Lv.  Chicago  12.40p.m.* 
Ar.  New  York  9.40a.m.* 
^Standard  time 


and  New  York  habitually  use  the 
"Century"  because  of  its  deserved 
reputation  as  the  most  comfortable 
long-distance,  fast  train  in  the  world. 
The  equipment  of  the  "Century"  is 
maintained  at  the  highest  standard; 
its  appointments,  conveniences  and 
cuisine  are  planned  to  meet  the  de- 
sires of  the  most  exacting  travelers; 
it  lands  its  passengers  in  the 
heart  of  Chicago  and  New 
York. 


Reservations  may  be 

made  by  telephone: 

New  York:   Vandcritlt3200 

Chicago:  Waka*b4200 


The  TWENTIETH  CEN- 
TURY LIMITED  is  the  pride 
of  the  employees  who  operate 
it  and  guard  it  night  after 
night,  and  it  is  the  standard 
bearer  of  a  service  known  the 
world  over  as  the  highest  de- 
velopment of  railroad  trans- 
portation. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &- ALBANY  -  MICHIGAN  CENTRAL  -  BIG  FOUR  -  LAKE  ERIE  &-WESTERN 

KANAWHA  ^MICHIGAN -TOLEDO  &  OHIO  CENTRAL-  PITTSBURGH  &IAKE  ERIE 

NEW  YORK  CENTRAL-  AND  -  SUBSIDIARY    LINES 
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FUNDING  BILL  TO  GO  OVER 

The  Traffic  World  Washington  Bureau 

Senator  Cummins  said,  November  17,  that  he  did  not  believe 
the  railroad  funding  bill  would  be  disposed  of  at  this  session 
of  Congress,  but  would  have  to  go  over  until  the  next  session. 
He  said  there  appeared  to  be  a  disposition  to  take  up  other 
matters  and  that  he  did  not  believe  he  would  press  the  bill  for 
passage  now.  Some  believe  that  Senate  leaders  are  not  anxious 
to  face  the  possibility  of  amendments  being  made  to  the  trans- 
portation act  through  the  funding  bill  and  also  the  attitude  of 
the  agricultural  bloc  is  believed  to  figure  in  the  situation.  Sen- 
ate leaders  desire  to  see  the  bill  passed  substantially  as  it  stands 
and  not  used  to  force  reductions  in  freight  rates  or  to  amend 
the  transportation  act  as  proposed  by  LaFollette  and  others. 

Senator  Hitchcock,  of  Nebraska,  has  drafted  an  amendment 
to  the  railroad  funding  bill,  which  will  be  backed  by  the  agricul- 
tural bloc,  under  which  no  money  obtained  by  the  government 
as  result  of  the  passage  of  the  funding  bill  could  be  used  to 
piy  the  railroads  until  the  roads  put  into  effect  reductions  in 
rates  on  grain  and  grain  products,  as  directed  by  Commission, 
in  western  grain  rate  case.  Such  a  move  on  the  part  of  the 
agricultural  bloc  had  been  anticipated,  the  threat  having  been 
made  that  it  would  demand  reduced  rates  in  connection  with 
the  funding  bill.  The  bill  was  laid  aside,  November  16,  by  a  vote 
of  63  to  1,  and  the  Newberry-Ford  case  taken  up.  This  means 
a  delay  of  several  days  at  least. 

The  amendment  to  the  funding  bill  Senator  Hitchcock  said 
he  would  offer  is  as  follows: 

That  this  act  shall  not  go  into  effect  unless  and  until  the  railroad 
companies  named  and  referred  to  as  respondents  or  defendants  in  the 
case  before  the  Interstate  Commerce  Commission,  submitted  Septem- 
ber 3.  1921.  and  decided  October  20.  1921.  shall  put  into  effect  the 
reduction  of  freight  rates  on  grain,  grain  products  and  hay  to  carloads. 
hv  the  railroad  corporations  operating  between  points  in  the  Western 
and  Mountain-Pacific  groups,  as  required  by  the  findings  and  decision 
of  the  Interstate  Commerce  Commission  in  that  case. 

After  debating  for  some  time  whether  it  should  take  up 
the  Newberry-Ford  contest,  the  Senate,  in  committee  of  the 
whole,  November  15,  resumed  consideration  of  the  railroad  fund- 
ing bill.  The  amendments  to  the  House  bill  proposed  by  the 
Senate  interstate  commerce  committee  were  agreed  to,  about 
seven  senators  being  present  while  Senator  Cummins  explained 
the  changes. 

Senator  Hitchcock  of  Nebraska  contended  that  the  provision 
authorizing  the  sale  of  railroad  securities  to  the  War  Finance 
Corporation  "is  nothing  but  a  device,  I  will  not  say  subterfuge, 
but  a  device,  to  avoid  making  an  appropriation." 

"That  has  been  so  from  the  beginning,"  said  Senator  Cum- 
mins. "The  senator  helped  to  create  the  War  Finance  Cor- 
poration, and  therefore  I  assume  he  believes  it  could  perform 
and  has  performed  some  valuable  functions  during  the  war 
and  since  the  war.  I  think  he  is  entirely  right  about  it.  1 
am  hoping  very  much  that  the  President  will  not  be  compelled 
to  employ  the  War  Finance  Corporation.  He  sold  $100,000,000 
of  equipment  trust  certificates  recently  without  using  the  Wai- 
Finance  Corporation  in  the  transaction." 

Senator  Hitchcock  said  the  securities  should  be  sold  to 
"independent  purchasers."  He  said  he  had  very  serious  doubt 
whether  the  Corporation  should  be  used  for  the  purpose  in- 
tended and  that  to  do  so  was  resorting  to  "high  finance." 

Senator  Norris,  of  Nebraska,  said  it  appeared  that  the  bill 
would  prolong  the  life  of  the  Railroad  Administration  with  a 
huge  force  of  employes,  but  Senator  Cummins  said  the  Director- 
General  believed  he  would  be  able  to  reach  final  settlement  with 
all  the  railroads  within  about  a  year,  with  the  exception  of 
claims  of  third  persons  against  the  Railroad  Administration 
and  the  carriers.  He  did  not  think  a  large  force  would  be 
required  after  another  year,  but  said  that  he  had  predicted  "all 
the  while  that  for  25  years  we  should  hear  the  echoes  of  federal 
control." 

In  advocating  passage  of  the  bill,  Senator  Cummins  said 
that  the  President  might  fund  carriers'  indebtedness  to  the 
government  to  the  extent  of  $500,000,000  and  that  he  thought 
it  might  be  assumed  that  it  would  be  in  the  public  interest  to 
fund  at  least  from  $75,000,000  to  $150,000,000. 

Senator  Cummins  submitted  the  following  letter  from 
Director-General  Davis  in  further  explanation  of  the  financial 
relations  between  the  Railroad  Administration  and  the  railroads: 

I  want  to  give  you  a  word  of  explanation  as  to  the  statement  of 
account  attached  to  your  report  on  H.  R.  8331.  and  especially  as  to  how 
the  balance  in  cash  that  will  be  required  to  complete  the  final  settle- 
ments, between  the  Railroad  Administration  and  the  carriers,  as  of 
October  1.  1921,  $279,851.593.55,  is  arrived  at. 

In  the  accounts  which  the  Railroad  Administration  has  with  each 
carrier,  the  amount  due  the  administration  for  additions  and  better- 
ments appears  as  a  charge  against  such  carrier,  so  that  estimates 
made  by  the  Railroad  Administration  as  to  the  funds  necessary  to 
complete  final  settlements  have  always  been  based  upon  Collecting 
from  the  carriers  the  amount  of  the  additions  and  betterments,  and 
the  sum  stated  as  necessary  to  conclude  final  settlements  is  In  excess 
of  the  balance  due  for  additions  and  betterments. 

Explaining  somewhat  in  detail.  March  1.  1920,  at  the  close  of  fed- 
eral control,  the  addition  and  betterment  account  of  the  Railroad  Ad- 
ministration against  the  carriers  aggregated  $1.144,681,582.39.  The 
expenditure  for  equipment  aggregated  $381.649,957.12.  As  this  expedi- 
ture  was  taken  care  of  in  the  equipment  trust  certificates,  this  amount 
should  be  deducted  from  the  aggregate  expenditure,  and  leaves  a  bal- 


ance of  additions  and  betterments  to  be  otherwise  disposed  of  aggre- 
gating $763,031,625.27. 

Prior  to  any  final  settlements,  and  largely  in  the  earlier  part  of 
federal  control,  there  was  special  assistance  given  some  of  the  carriers 
in  the  way  of  funding  (Baltimore  &  Ohio,  $9,000,600;  Boston  &  Maine, 
$8,000,000;  Erie,  $3,500,000;  New  York,  New  Haven  &  Hartford,  $17,000,- 
000.)  aggregating  $37,500,000,  which  deducted  from  the  $763,031,620.27, 
leaves  a  balance  of  additions  and  betterments  of  $725,506,625.27. 

Up  to  October  1  1921,  final  settlements  were  made  of  claims  aggre- 
gating $387,017,099.12,  and  in  these  settlements  $170,756,035.16  of 
additions  and  betterments  were  disposed  of,  $137,313,035.16  being  col- 
lected from  the  carriers — that  is,  this  amount  was  charged  to  them 
and  deducted  in  the  final  settlements — otherwise  the  cash  payment  to 
the  carriers  wotild  have  been  increased  by  the  amount  of  additions  and 
betterments  so  collected,  and  $33,443.000  was  funded  as  a  part  of  and 
in  connection  with  the  final  settlements. 

These  two  items  make  an  aggregate  of  $170,756,035.16,  which,  de- 
ducted from  the  $725,506,625.27,  above  stated,  left  a  balance,  as  of 
October  1,  1921,  of  $554,850,590.11  of  additions  and  betterments  to  be 
disposed  of  in  final  settlement. 

It  is  estimated  by  the  Railroad  Administration  that,  as  of  October 
1.  1921,  there  is  due  the  carriers  from  the  government  on  final  account- 
ing and  this  includes  compensation,  money  taken  over,  maintenance 
of  way  and  structures,  maintenance  of  equipment,  depreciation,  and 
all  other  items,  exclusive  of  additions  and  betterments,  $834,702,183.66. 
Deducting  the  balance  of  additions  and  betterments  undisposed  of,  as 
of  October  1,  1921,  $554,850,590.11,  leaves  a  balance  of  cash  required  for 
the  completion  of  final  settlements,  based  upon  collecting  from  the 
several  carriers  the  amount  charged  against  them  on  account  of  addi- 
tions and  betterments,  $279,851,593.55. 

In  all  estimates  of  amounts  necessary  to  conclude  final  settlements, 
such  estimates  have  always  been  based  upon  the  assumption  that  the 
additions  and  betterments,  which,  exclusive  of  the  equipment  trust 
certificates,  aggregated  $763,031,625.27,  would  be  collected  from  the 
carriers  in  final  settlement. 

I  am  always  apprehensive  that  some  confusion  may  exist  because 
of  differences  in  aggregate  amounts  given  at  different  times.  For 
instance,  comparing  the  statement  I  made  before  the  Interstate  Com- 
merce committee  of  the  senate,  the  statement  herewith  submitted,  as 
of  October  1.  1921,  and  some  subsequent  statements  that  I  have  made, 
as  of  November  1,  it  must  always  be  borne  in  mind  that  in  the 
progress  of  liquidation  these  balances  are  constantly  changing  from 
month  to  month  by  reason  of  the  fact  that  final  adjustments  are  being 
completed  almost  daily. 

In  this  particular  statement  I  am  calling  attention  to  a  specific 
item  of  $37,500,000  which  represents  funding  completed  by  the  Rail- 
road Administration  before  my  connection  with  it.  In  some  state- 
ments heretofore  made  we  have  included  this  $37,500.000  in  the  aggre- 
gate of  funding  made.  This  does  not  change  the  balances  in  any  par- 
ticular, but,  as  a  matter  of  fact,  the  $37,500.000  was  funded  prior  to 
final  settlements,  and  to  be  exactly  accurate,  should  receive  the  special 
consideration  which  I  have  given  it. 

President  Harding,  it  was  learned  at  the  White  House,  No- 
vember 15,  hoped  for  the  passage  of  the  railroad  funding  bill 
before  Congress  adjourns  the  present  special  session  just  before 
Thanksgiving.  This  was  also  the  hope  of  Senator  Cummins  and 
other  senators  who  will  support  the  bill. 

The  bill  was  laid  aside  temporarily,  November  14,  on  motion 
of  Senator  Cummins  because  he  had  agreed  to  give  way  to  the 
Newberry-Ford  contest  for  the  seat  of  Senator  Newberry.  Dis- 
cussion of  that  case  was  begun  November  15  but  it  was  re- 
garded as  probable  that  it  would  go  over  until  the  regular  ses- 
sion beginning  December  5. 

Senators  LaFollette  and  Stanley,  it  is  expected,  will  make 
long  attacks  on  the  railroad  funding  bill  and  should  considera- 
tion of  it  be  interrupted  or  delayed,  it  would  be  within  the 
range  of  possibilities  for  the  opposition  to  prevent  final  action 
at  this  session  by  talking. 

Senator  Cummins  said  he  would  not  agree  to  give  way  for 
a  long  period  of  time,  "a  time  which  would  practically  consume 
the  remaining  days  of  the  session." 

"I  may  not  be  able  to  control  the  matter,"  said  he,  "but 
so  far  as  I  am  concerned,  I  want  to  be  understood  that  if  the 
Newberry  case  may  be  disposed  of  within  a  reasonable  time 
I  shall  not  bring  forward  the  railroad  bill  until  that  case  shall 
have  been  disposed  of.  I  do  not,  however,  want  it  understood 
that  I  am  willing  to  allow  it  to  consume  the  remainder  of  the 
session." 

Senator  LaFollette  has  had  printed  several  amendments  ho 
will  offer  during  consideration  of  the  funding  bill.  One  repeals 
section  15-a  of  the  transportation  act,  another  would  make  void 
orders  of  the  Commission  heretofore  and  hereafter  made  relat- 
ing to  rates  on  traffic  that  does  not  pass  beyond  the  border 
of  a  state,  and  the  third  would  require  railroad  companies  ob- 
taining funds  as  the  result  of  the  funding  bill  to  spend  the 
money  as  follows:  "Any  funds  or  money  made  available  under 
this  act  shall  be  expended  only  in  payment  for  labor  and  material 
for  the  maintenance,  repair  and  renewal  of  equipment  and  of 
roadway  and  structures,  and  all  labor  used  in  connection  with 
such  maintenance  and  repair  of  equipment,  roadways,  or  struc- 
tures, and  for  the  application  of  new  parts  thereof,  shall  be  per- 
formed in  the  shops  or  on  the  roadway  or  in  or  on  the  struc- 
tures of  the  carrier  making  such  repairs." 

The  last  proposed  amendment  reflects  the  attitude  of  the  rail- 
road brotherhood  leaders.  Such  a  proposal  was  advocated  dur- 
ing the  unemployment  conference  recently. 

TRANSPORTATION    TAX    REPEAL 

The  conferees  on  the  tax  revision  bill  have  agreed  to  the 
Senate  amendment  repealing  all  transportation  taxes  as  of 
January  1,  1922,  except  those  on  telegraph  and  telephone  mes- 
sages. Acceptance  of  the  Senate  amendment  repealing  the 
taxes,  it  is  believed,  means  the  passage  of  the  repealing  section 
by  the  House,  so  that  when  the  law  becomes  operative  the  (axes 
that  have  been  collecled  during  the  last  three  years  will  dis- 
appear. 
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Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

and 

Los  Angeles  Harbor,  Sao  Francisco,  Portland, 

Tacoma,  Seattle  and  other  Pacific  Coast 

Ports  via  Panama  Canal 

SS  ALVARADO  from  the  Gulf  about  November  15th 

SS  DELCO  «         "         Late  November 

SS  OSAGE              "         "       •<         ••         December  24th 
SS  ELDORADO "         January  25th 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


Steele  Bldg. 
Galveston,  Texas 


SWAYNE  &  HOYT,  Inc. 

430  Sansome  St. 
San  Francisco*  Calif. 


50  Broad  St. 
New  York  City 


"Ship  by  Water " 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 

AND 

LOS  AngeleS  (Wilmington) 

San  Francisco,  Portland, 
Seattle  and  Tacoma 

Through   Bills  of  Lading  issued  to  San   Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,   Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Port* 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 


Baltimore,  Md. 

Keyser  Building 


Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 
Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*! 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  5.  Co. 

INTERCOASTAL  SERVICE 

Between   New  York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boston  Phil..  New  York 

S.S.  IOWAN Nor.19  NoT.24 

8.8.  ALASKAN     NOT.  26  Dee.    1 

S.S.  MEXICAN     Dec.    3  Dec.    8 

S.S.  OHIOAN    Dec.  10  Dec.  15 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from  Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom    and    Continent — Direct    Fort- 
nightly   Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  'MOUNT  CLINTON  ..............................  NOT.  24 

S.S.  tWUERTTEMBERG  .......................     ..Dee.  1 

S.S.  'MOUNT  CLAY  .................................  Dee.  8 

S.S.  tBAYERN  .......................................  Dec.  15 

S.S.  'MOUNT  CARROLL  .............................  Dec.  22 

•Carries  third-class  passengers. 

fCabln   and   third-class   passengers 

LOADING  PIER  86.  NORTH  RIVER 

PHILADELPHIA  TO   BREMEN   AND   HAMBURG 

S.S.  CALLISTO    (Hamburg    only  —  Tia    Baltimore)  .......  Dee.  II 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (Tia   Baltimore   and    Norfolk)  .....  NOT.  29 
S.S.  CLARKSBURG    (Tia  Baltimore   and  Norfolk)  .......  Dec.  22 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (Tia  Norfolk)  .............  ...  Dee.    8 

S.S.  CALLISTO     (Hamburg    only)  ......................  Dec.  17 

S.S.  CLARKSBURG    (Tia    Norfolk)  .....................  Dec.  29 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

8.8.  CLARKSBURG     ....................  .  .NOT.  19 

S.S.  DEUTSCHFELD      ............................   Dec.  10 

S.S.  CLARKSBURG    ...................................  Dec.  31 

NEW  ORLEANS  TO  ROTTERDAM  AND 
HAMBURG 

S.S.  ADALIA   (Hamburg  only)    ................  Early  November 

8.8.  AMASSIA     ...............................  Early  December 

Through  bills  of  lading  Tia  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swettenham.    Singapore,    Batavia. 

Samarang,    Soerabaya 
8.8.  HALF    MOON    ...................................  NOT.  25 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    I. 


NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

8.8.  HALF  MOON   ....................................  NOT.  25 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1020 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  4891 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone  Fort  Hill  3084 

Bourse  Bid*..  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dimond  &  Co.,  310  Sansome  St.  San  Francisco 
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Personal  Notes 


B.  A.  Rogers  has  been  appointed  assistant  general  freight 
agent  for  the  Kansas  City  Southern,  at  Kansas  City.  C.  W. 
Wheeler  has  been  appointed  general  agent  for  the  same  line  at 
St.  Louis. 

George  E.  Bunting,  Australasian  manager  for  the  Canadian 
Government  Merchant  Marine,  Limited,  has  in  addition  been  ap- 
pointed general  Australasian  traffic  agent  for  the  Canadian  Na- 
tional Railways. 

Charles  Hamilton  has  been  appointed  district  passenger 
agent  for  the  Wabash  Railway,  at  Philadelphia. 

H.  S.  Marx,  assistant  general  counsel  for  the  American  Rail- 
way Express  Company,  has  taken  charge  of  the  law  department 
of  that  company,  in  place  of  T.  B.  Harrison,  general  counsel,  who 
died. 

E.  H.  Brinkmeyer  has  been  appointed  commercial  agent  for 
the  Tennessee  Central,  at  St.  Louis. 

Charles  W.  Barber  has  been  appointed  general  agent,  traffic 
department,  for  the  Akron,  Canton  &  Youngstown  Railway  and 
the  Northern  Ohio  Railway,  at  Pittsburgh. 

George  F.  Meighan  has  been  appointed  traffic  manager  for 
the  St.  Louis  &  Hannibal  Railroad,  at  Hannibal,  Mo. 

The  Crosby  Transportation  Company  has  announced  the 
following  appointments:  A.  W.  Oberfell,  traveling  traffic  agent 
for  the  Crosby  lines  and  traveling  passenger  agent  for  the 
Havana-American  Steamship  Corporation,  at  Milwaukee;  A.  K. 
Zwald,  traveling  passenger  agent  for  the  Havana-American  line, 
in  addition  to  his  present  position  of  general  agent  for  the  Crosby 
line,  at  Grand  Rapids,  Mich.;  F.  J.  Burkard,  traveling  passenger 
agent  for  the  Havana-American  line  in  addition  to  his  present 
position  as  general  agent  for  the  Crosby  line,  at  Milwaukee. 

Guy  Tombs,  Limited,  at  Montreal,  is  the  name  of  a  new  for- 
warding and  shipping  company,  for  which  a  Dominion  charter 
has  been  granted.  Guy  Tombs,  the  president  and  manager,  has 
been  active  for  nearly  thirty  years  in  Canadian  transportation 
service  and  was  formerly  assistant  freight  traffic  manager, 
Canadian  Northern  Railway,  eastern  lines.  He  is  taking  with 
him  the  personnel  and  duties  of  the  traffic  department  of  the 
Canadian  Export  Paper  Company,  Ltd.,  and  associated  mills, 
with  which  he  has  been  connected  for  the  last  two  and  a  half 
years.  This  is  the  first  industrial  traffic  bureau  in  Canada  to 
undertake  all  transportation  work.  Special  attention  will  be 
given  to  the  handling  of  overseas  business  through  Canadian 
ports. 

The  American  Railway  Guild,  a  social  organization  of  rail- 
road executives  and  other  railroad  officials,  held  its  annual  din- 
ner at  the  Waldorf-Astoria  Hotel  in  New  York,  the  evening  ot 
November  15.  The  speaker  was  Henry  A.  Palmer,  editor  of  The 
Traffic  World. 


SHIPPING  BOARD  ADVERTISING  MANAGER 
M.  B.  Claussen  has  been  appointed  advertising  manager  of 
the  United  States  Shipping  Board  Emergency  Fleet  Corporation, 
D.  E.  Brundage,  who  held  that  position,  having  resigned  to  open 
a  London  office  for  the  Lord  &  Thomas  advertising  agency, 
which  is  controlled  by  Chairman  Lasker.  It  was  announced 
at  the  board's  offices  that  Mr.  Brundage  had  intended  going  to 
London  last  summer,  but  had  accepted  the  position  of  adver- 
tising manager  to  reorganize  the  advertising  department  for 
the  board.  Mr.  Claussen  was  formerly  advertising  manager  of 
the  Hamburg-American  Line,  and  was  more  recently  advertising 
counsel  to  the  American  Railway  Express  Company.  He  also 
recently  held  the  position  of  directing  the  advertising  of  Ship- 
ping Board  operators.  It  was  announced  that  Mr.  Claussen 
would  carry  on  the  advertising  campaign  mapped  out  to  increase 
the  revenues  of  Shipping  Board  vessels. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  recent  annual  meeting  of  the  Traffic  Club  of  Troy, 
N.  Y.,  the  following  officers  were  elected:  President,  George  T. 
Russell,  traffic  manager,  Ludlum  Steel  Co.;  vice-president,  J.  L. 
Robertson,  traffic  manager,  the  Chas  H.  Dauchy  Co.;  secretary, 
G. 'S.  Glass,  asistant  to  traffic  manager,  Cluett,  Peabody  &  Co.; 
treasurer,  Walter  W.  Wilson,  wholesale  grocer. 

B.  A.  Worthington,  president  of  the  Cincinnati,  Indianapolis 
&  Western,  will  speak  on  "The  Future  of  the  Railroads,"  before 
the  Cincinnati  Traffic  Club  at  its  monthly  dinner,  November  22. 
A  number  of  railroad  executives  have  been  invited. 


The  members  of  the  Miami  Valley  Traffic  Club  inspected  the 
plant  of  the  Hooven  &  Allison- Co.,  rope  and  twine  manufac- 
turers, at  Xenia,  Ohio,  November  7.  The  tour  was  followed  by 
a  dinner  at  which  H.  S.  Shelton,  president  of  the  Merchants'  Re- 
tail Association  of  Dayton,  spoke  on  "Europe  and  Her  Problems." 


Chicago,  at  the  Hotel  La  Salle,  November  17,  in  honor  of  Wil- 
liam Gourley,  general  manager  for  the  American  Express  Com- 
pany, at  London,  who  was  at  one  time  active  in  the  affairs  of 
the  club.  A  house  warming  and  dinner  dance  was  given  by 
the  club  in  its  newly  decorated  rooms,  November  19. 

The  annual  banquet  of  the  Transportation  Club  of  Peoria, 
111.,  will  take  place  at  the  Jefferson  Hotel,  December  8  C.  H. 
Markham,  president  of  the  Illinois  Central,  and  J.  H.  Beek, 
executive  secretary  of  the  National  Industrial  Traffic  League,  will 
be  the  speakers. 

The  first  annual  dinner  of  the  Traffic  Club  of  Kalamazoo, 
Mich.,  was  held  at  the  Park-American  Hotel,  November  16.  F.  M. 
Hodge,  president  of  the  Kalamazoo  Paper  Company;  E.  C.  Net- 
tles, traffic  manager  of  the  Postum  Cereal  Company,  and  J.  P. 
McEvoy,  of  the  Chicago  Tribune,  were  speakers. 


MERCHANT  MARINE  LEGISLATION 

The  Traffic  World  Washington  Bureau 

Officials  of  the  Shipping  Board  and  of  the  Emergency  Fleet 
Corporation,  headed  by  Chairman  Lasker,  met  in  executive  ses- 
sion with  the  members  of  the  House  and  Senate  committees 
which  handle  merchant  marine  legislation,  on  the  night  of 
November  16.  The  purpose  of  the  conference  was  to  afford  an 
opportunity  for  the  Shipping  Board  officials  to  inform  the  mem- 
bers of  the  committees  of  what  the  board  and  corporation  are 
doing,  it  was  said.  It  is  understood  the  discussion  covered  the 
many  important  problems  which  are  pending  before  the  board, 
such  as  the  enforcement  of  sections  34  and  28  of  the  Jones'  act. 


EGYPTIAN  COTTON  AGREEMENT 

The  Tragic  World  Washington  Bureau 

Vice-President  Love,  of  the  Emergency  Fleet  Corporation, 
announces  complete  agreement  and  a  satisfactory  understanding 
with  the  Liverpool  conference  liners  with  respect  to  both  direct 
p.nd  indirect  movements  of  Egyptian  cotton.  He  said  this  whole 
traffic  was  under  contract  to  September,  1922,  to  British  liners 
and  that  the  British  had  relinquished  what  the  board  considered 
to  be  a  fair  proportion  of  the  traffic.  The  text  of  the  agreement 
will  be  made  public  when  it  is  received  from  England. 


A  home  coming  luncheon  was  given  by  the  Traffic  Club  of 


ALLOCATION  OF  S.  B.  VESSELS 

The  Traffic  World  Washington  Bureau 

Chairman  Lasker,  of  the  Shipping  Board,  at  a  hearing,  No- 
vember 14,  on  the  allocation  of  the  "535"  and  "502"  foot  combina- 
tion passenger  and  cargo  steamers  to  operators  on  the  Pacific 
coast,  said  it  was  the  government's  intention  ultimately  to  sell 
the  ships,  and  indicated  that  in  allocating  the  ships  for  the 
present  the  ability  of  operators  to  buy  the  vessels  would  be 
an  important  factor  in  influencing  the  board  in  making  the  allo- 
cations. 

It  was  announced  that  each  port  should  sponsor  the  steam- 
ship company  or  companies  applying  for  allocations,  and  that 
the  companies  should  submit  complete  data  as  to  financial  re- 
sponsibility, connections  and  personnel.  The  applicants  for  ton- 
nage were  given  two  weeks  to  file  this  information  before  the 
date  the  board  will  fix  later  for  making  its  final  decision. 

Five  districts  were  represented — namely,  Puget  Sound, 
Columbia  River,  San  Francisco,  Los  Angeles  and  San  Diego. 
Representatives  of  the  ports  included  in  these  districts,  of  the 
interested  steamship  lines,  of  the  connecting  trans-continental 
railroads,  and  of  various  civic  and  municipal  organizations  pre- 
sented arguments  in  favor  of  their  respective  terminals. 

E.  F.  Blaine,  representing  the  port  of  Seattle,  was  the  first 
speaker.  This  section  has  made  application  for  five  "535"  foot 
ships.  He  pointed  out  that  the  service  to  be  installed  by  the 
board  must,  under  the  Jones  act,  be  adequate,  regular  and 
permanent.  He  advocated  the  establishment  of  two  lines,  one 
to  Siberia  and  the  coast  of  China,  the  other  to  Japan  and  the 
Philippines. 

W.  D.  B.  Dodson,  representing  the  port  of  Portland,  Ore., 
said  that  the  Columbia  Pacific  Steamship  Company  had  applied 
for  the  allocation  of  three  "502"  vessels  and  was  prepared  to 
operate  them. 

Pooling  its  interest  with  Portland,  came  Astoria,  represented 
by  Roger  D.  Pinneo,  general  traffic  manager  of  the  port. 

Seth  Mann,  manager  of  the  traffic  bureau  of  the  San  Fran- 
cisco Chamber  of  Commerce,  said  the  people  of  that  city  wanted 
five  "535"  and  two  "502"  steamers  and  desired  that  the  type  of 
the  latter  be  changed  to  accommodate  steerage  passengers.  He 
added  that  the  most  important  thing  for  the  board  to  consider 
was  regularity  and  frequency  of  service.  At  the  present  time 
it  takes  a  "535"  70  days  to  make  a  round  trip  from  San  Fran- 
cisco to  the  Orient.  "Now,  with  three  of  these  steamers  in 
operation  a  sailing  can  be  made  every  three  weeks,  with  five 
in  service  a  two  weeks'  schedule  can  be  installed,"  he  said. 

E.  M.  Leaf,  president  of  the  Los  Angeles  Steamship  Com- 
pany, offered  a  petition  calling  on  the  board  to  allocate  three 
ex-German  liners  to  it  for  tourist  traffic  between  Los  Angeles 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 

MONTREAL 

BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment!  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 
S.  W.  Cor.  Dearborn  and  Randolph  Sta.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic    and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


Write  for  list  of  clients  who  will  advise  you  of  our 
prompt  and  efficient  service  in  securing  refund  of  over- 
charges in  paid  freight  bills  and  settlement  of  loss  and 
damage  claims.  We  secure  results  after  others  have 
failed. 

A  trial  of  our  service  will  make  you  a  permanent  and 
satisfied  client. 

We  handle  business  from  all  parts  of  the  United  States. 
Send  for  descriptive  circular  of  our  complete  service. 

Reference:     Union  Station  Trust  Co.,   St.  Louis,  Mo. 


NOSA  LINE 


Monthly  Sailing,  to  Principal  Port« 

Weat  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Side  Port* 

Par  particulars  apply 

604  ]«  Queen  &  Crescent  Bids..  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.        Chicago  Office:  «M  Marquette  Bldf . 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 


PASSENGERS  AND  FREIGHT 


SAN  FRANCISCO-BALTIMORE  SERVICE 
"PANAMA  CANAL  CRUISE" 

From  San  Francisco.  Los  Angeles  to  Baltimore,  calling  at  ports 
in  Salvador,  Nicaragua  and  Cuba. 

S.S.  Colombia  sails  from  San  Francisco  December  12th 
S.S.  Venezuela  sails  from  Baltimore  November  29th 

PANAMA  SERVICE 

San  Francisco  to  Mexico.  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

General  Offices:          508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7i/2-knot,  steamers:  S.S. 
Hoosier  State  (December  17th);  S.  S.  Golden  State  (Jan- 
uary 14th);  S.  S.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to   India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  S.  5.  Creole  State  (December  19th), 
5.  S.  Wolverine  State  (January  19th). 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  port*  of  call 

For  rules  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Fortnightly 
Sailings 


100  A-l  Steel 

Steamers 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


BOSTON,  MASS.  SAN  DIEGO  OAKLAND  SEATTLE 

PHILADELPHIA,  PA.        and         LOS  ANGELES  ASTORIA  TACOMA 

PORTLAND,  ME.  SAN  FRANCISCO          PORTLAND          VANCOUVER 

Through  Bills-of-Lading  to  Hawaiian  Islands  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  4th  Street,  Philadelphia 
98  Exchange  Street,  Portland 


Owners  and  Operators  U.  S.  Shipping  Board  Ship* 

111  Summer  Street,  Boston 
2  Stone  Street,  New  York 


601  Bessemer  Building,  Pittsburgh 
142  South  Clark  Street,  Chicago 


ADMIRAL   LINE,  Pacific  Coast  Ports 
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and  Honolulu.  He  was  followed  by  J.  D.  Fredericks,  represent- 
ing that  port,  who  stressed  the  need  for  a  line  of  this  type  in 
the  South,  particularly  to  Hawaii. 

Representative  Phil  D.  Swing  of  San  Diego  spoke  for  that 
tommunity.  He  said  he  would  submit  the  name  of  an  operator 
and  the  additional  information  required  by  the  board. 

At  the  afternoon  session  Frank  C.  Munson,  president  of 
the  Munson  Line,  stated  that  he  had  a  contract  with  the  board, 
dated  August  6,  1920,  for  five  "535"  steamers  and  had  already 
received  two,  the  American  Legion  and  the  Southern  Cross.  He 
asked  that  the  balance  be  allocated  to  him  as  soon  as  possible, 
as  trade  conditions  with  Brazil,  Uruguay  and  Argentine  Republic 
warranted  their  being  placed  in  service.  The  American  Legion, 
he  added,  had  increased  on  the  third  trip  her  passenger  and 
freight  service  55  per  cent  over  the  first  trip. 

T.  H.  Rossbottom,  manager  of  the  United  States  Lines,  said 
that  the  agents  operating  that  company  for  the  board  were 
desirous  of  withdrawing  the  Princess  Matoika,  the  Hudson,  and 
the  Potomac  on  the  Bremen  run  and  substituting  three  "535" 
steamers  in  their  place.  He  also  requested  the  board  to  permit 
the  withdrawal  of  the  two  "502"  steamers  on  the  London  route 
and  replace  them  with  the  Princess  Matoika  and  the  Potomac 
after  the  latter  have  been  permanently  reconditioned,  so  they 
can  successfully  compete  with  foreign  lines. 

R.  M.  Calkins,  vice-president  of  the  Chicago,  Milwaukee  & 
St.  Paul,  spoke  briefly  on  export  rates  through  Pacific  ports,  but 
Chairman  Lasker  indicated  that  subject  would  be  taken  up  when 
hearings  are  held  on  section  28  of  the  Jones'  act.  W.  L.  Clark 
urged  enforcement  of  section  28. 

Mr.  Lasker  announced  that  the  board's  standing  committee, 
Frederick  I.  Thompson,  chairman,  and  Edward  C.  Plummer,  on 
trade  routes,  acting  with  H.  S.  Kimball  and  A.  J.  Prey,  vice- 
presidents  respectively  of  finance  and  operation,  would  hear  the 
petitions  of  the  applicants  for  allocations  and  would  make  recom- 
mendations to  the  board  after  they  had  investigated  and  con- 
sidered the  financial  status  and  stability  of  those  requiring 
steamers  of  the  "535"  and  "502"  types. 


GOVERNMENT  SHIP  OPERATION 

A.  D.  Lasker,  chairman  of  the  U.  S.  Shipping  Board,  in  an 
address  in  New  York,  November  18,  before  the  Society  of  Naval 
and  Marine  Engineers,  declared  the  government  a,s,  nuicklv  aa 
possible  ynntoH  tr.  retire  from  government  ownership  and  op- 


eration of  shioij.  lie  submitted  the  results  of  study  of  the 
foreign  commerce  of  the  United  States  and  the  possibilities  of 
developing  tonnage  for  American  flag  ships.  He  said,  in  part: 

In  the  thirty  odd  years  since  the  birth  of  the  Society  of  Naval 
Architects  and  Marine  Engineers,  I  am  told,  no  single  year  has  passed 
when  speakers  at  this  annual  dinner  have  failed,  in  well-rounded 
phrases  to  clamor  for  an  American  merchant  marine  and  to  hold 
forth  the  hope  of  the  dawn  of  a  new  day  in  American  over-sea  snip- 
ping. When  the  war,  as  one  of  its  vital  problems  thrust  on  this  nation 
the  necessity  for  the  creation  of  an  over-night  merchant  marine,  it 
seemed  as  if  the  vision  of  the  shipbuilder  and  shipowner  was  nearly 
an  accomplished  fact.  When  month  after  month  showed  mounting 
records  of  tonnage  launched  and  vessels  completed,  until  peak  pro- 
duction was  reached  in  1919,  at  nearly  double  Great  Britain's  maximum 
yearly  production,  to  many  the  American  merchant  marine  appeared 
an  accomplished  fact.  When  demand  for  ships  continued,  so  that 
every  vessel  could  find  a  cargo  in  every  trade,  when  America's  ten 
million  tons  flew  the  flag  on  every  sea,  to  many  of  those  nearest  the 
business  the  dream  of  a  merchant  marine  seemed  close  to  achieve- 
ment. Then  came  the  anti-climax. 

In  the  spring  of  1920  began  the  softening  of  freight  rates,  the 
falling  off  of  demand  for  tonnage,  which,  on  an  ever-increasing  scale, 
continued  well  into  the  present  year.  To-day  this  country  finds 
between  one-third  and  one-fourth  the  privately  owned  vessels  of  its 
fleet  and  two-thirds  of  its  government  owned  fleet  are  swinging  idly 
at  anchor  or  moored  with  smokeless  funnels  at  their  docks.  Falling 
freight  rates  have  again  stressed  all  of  the  disadvantages  under  which 
American  ships  must  operate  in  competition  with  their  rivals.  Greater 
carrying  charges,  due  to  the  higher  first  cost,  higher  bills  for  wages 
and  for  living  expenses,  greater  upkeep  '  cost,  higher  insurance,  and 
more  stringent  government  laws,  have  all  made  the  lot  of  the  Ameri- 
can shipowner  a  conspicuously  unhappy  one  in  a  market  where  the 
shipowners  of  the  entire  world  are  crying  out  for  better  times. 

Confronted  by  this  situation,  a  new  shipping  board  took  oftlce 
some  five  months  ago,  and  at  the  end  of  this  short  but  busy  period 
Is  just  now  ready  to  settle  down  as  an  organization,  and  for  the  first 
time  to  begin.  functioning  as  contemplated  by  the  merchant  marine  act 
of  eighteen  months  ago.  *  *  * 

A  study  of  the  total  tonnage  imported  and  exported  from  the 
United  States,  omitting  tonnage  on  the  great  lakes,  and  tonnage  of 
oil  carriers,  is  interesting  in  the  extreme.  Over  the  last  year,  the 
average  monthly  tons  of  imports  is  about  one  million,  while  the  aver- 
age tons  of  exports  is  a  little  over  three  million. 

If  we  take  out  from  these  totals  the  commerce  of  middle  America, 
that  is,  the  West  Indies  and  Central  America,  this  discrepancy  is  even 
more  astonishing.  With  these  figures  excluded,  imports  have  reached 
little  more  than  half  a  million  tons  per  month,  while  exports  have 
averaged  slightly  under  three  million  tons,  or  six  to  one,  a  readily 
understandable  reason  for  the  large  number  of  ballast  homeward  voy- 
ages. 

It  is  interesting  to  study  the  change  that  has  taken  place  over 
the  last  year  in  the  percentages  of  cargoes  carried  in  American  ves- 
sels. To  find  out  exactly  what  is  going  on,  this  study  has  been  made 
to  exclude  the  great  lakes,  the  Mexican-oil  and  the  West  Indian  trades, 
so  that  the  comparison  would  only  show  those  routes  in  which  our 
ships  might  move  in  competition  for  market.  On  those  routes,  com- 
prising all  the  rest  of  those  world-trade  routes  in  which  the  United 
States  shares,  one-quarter  of  the  exports  in  January  last  were  carried 
In  American  ships.  TTiese  rose  to  a  peak  of  forty  per  cent  in  June, 
when  many  cargoes  of  coal  were  moving  because  of  the  British  strike, 
and  fell  back  in  September  to  twenty-five  per  cent,  showing  a  prac- 
tically constant  percentage,  at  the  beginning  and  end  of  this  period, 
of  largely  diminishing  traffic.  In  the  case  of  imports,  however,  the 


story  is  quite  different.  In  January,  nearly  seventy-five  per  cent  of 
the  imports  were  carried  in  American  vessels.  This  percentage  fell  by 
April  to  about  thirty-five  per  cent,  and  had  fallen  by  June  to  a  mini- 
mum of  little  more  than  thirty  per  cent,  from  which  date  it  has 
ascended  to  about  forty  per  cent  for  the  month  of  September.  For  a 
nation  with  ten  million  tons  of  idle  shipping,  this  is  not  a  record  to  be 
proud  of,  nor  one  that  will  satisfy  any  red-blooded  American. 

Such  is  the  inventory  of  current  tonnage  operation  on  export  and 
import  with  which  the  present  shipping  board  finds  itself  confronted 
at  the  inception  of  its  term.  With  a  fleet  in  magnitude  beyond  any 
dreamed  of  by  Americans  a  decade  ago;  with  a  fleet,  if  total  tonnage 
alone  were  to  be  considered,  far  beyond  the  world's  immediate  ab- 
sorbing power,  the  new  shipping  board  finds  the  use  of  its  other 
American  tonnage  currently  decreasing.  In  measure  this  can  be  at- 
tributed to  Great  Britain's  releasal  of  its  government  control  over  its 
own  shipping  which  has  given  flexibility  to  British  tonnage  that  it  did 
not  possess  during  the  period  when  the  government  set  the  routes 
which  its  ships  must  follow. 

In  measure,  the  decrease  in  American  tonnage  carried  in  Ameri- 
can ships  is  due  to  the  difficult  economic  times  the  world  throughout, 
which  make  for  keen  competition  by  other  nations  which  America, 
with  its  standards  of  living,  cannot  meet.  In  measure,  but  very  small 
measure,  this  condition  is  due  to  the  government's  retirement,  under 
the  present  shipping  board,  of  many  trips  so  unprofitable  as  to  find 
no  warrant,  even  with  a  view  to  building  up  for  the  future. 

But  the  present  Shipping  Board,  confronted  by  this  condition,  far 
from  being  discouraged,  feels  encouraged,  because  it  realizes  that  we 
are  now  dragging  bottom.  It  feels  that  now  we  are  going  through  the 
lowest  period  that  American  shipping  will  go  through.  The  present 
Shipping  Board  feels  that,  with  the  physical  assets  we  have,  with  the 
inspiration  that  will  undoubtedly  be  given  to  American  shipping  by 
President  Harding  in  his  administration,  American  ship  operators, 
bankers  and  manufacturers  will  work  at  one  with  the  Shipping  Board 
in  a  constructive  policy  to  make  solidly  for  our  carrying  our  full  share 
of  our  world's  trade.  Rather  than  being  dismayed  by  the  picture,  we 
feel  that  we  know  the  worst  and  are  experiencing  the  worst;  we  feel 
that  courage  and  vision  must  and  will  solve  our  problem,  since  what 
we  are  going  through  is  the  worst. 

To-day,  transportation  is  available  at  nearly  pre-war  rates.  In 
quantity,  far  more  is  waiting  to  the  exporter's  hand  than  existed 
before  the  war.  Cheap  and  plentiful  ocean  carriage  is  assured.  The 
development  of  markets  waits  on  the  united  effort  of  shipowner, 
manufacturer,  banker,  exporter;  all  under  the  eye  of  a  government 
that  has  adopted  the  model  of  more  business  in  government  and  less 
government  in  business. 

Under  the  mandate  of  the  Jones  act,  and  because  it  is  the  spirit  of 
the  Harding  administration,  the  government  as  quickly  as  possible 
wants  to  retire  from  government  operation  and  ownership,  that  private 
inspiration  and  private  initiative  may  conquer  the  almost  insuper- 
able obstacles  that  seem  to  face  us  in  all  forms  of  world  trade. 

With  this  in  view,  aside  from  the  development  of  American  ship- 
ping, if  American  prosperity  as  a  whole  is  to  be  insured  through  the 
development  of  American  foreign  trade,  an  inspired  interest  for  group 
action  must  be  born  among  banker  and  manufacturer  as  well  as  ship- 
owner. The  Edge  law,  in  constructive  statesmanship,  provides  for 
such  combinations  among  manufacturers  in  the  foreign  trade.  In  time, 
such  groups  should  be  a  bulwark  for  our  merchant  marine. 

But,  recognizing  the  need  of  strong  groups  of  united  manufactur- 
ers and  bankers  in  our  country  to  meet  the  competition  of  strong 
groups  of  united  bankers  and  manufacturers  in  other  countries  is  not 
enough. 

We  must  come  to  the  realization  that  the  great  north  Atlantic  and  i 
Pacific  trade  routes,  so  far  as  passenger  service  is  concerned,  are  in 
the  hands  of  a  few  strong  foreign  groups.  Germany,  with  all  its  great 
effort  between  the  wars  of  1870  and  1914,  was  able  to  build  up  in  the 
north  Atlantic  only  two  strong  companies.  Great  Britain,  with  hun- 
dreds of  years  on  the  seas,  has  but  two  major  passenger  carrying  lines 
in  the  north  Atlantic. 

It  is  this  competition  we  must  meet — not  domestic,  but  foreign — 
and  we  must  meet  it  in  kind.  This  in  nowise  means  that  the  small 
operator  and  the  new  operator  of  many  types  of  ships  shall  not  be 
encouraged.  Indeed,  he  will  be  fostered  to  the  utmost  by  the  gov- 
ernment. But  it  does  mean  that  we  must  interest  all  the  strength  of 
our  people,  not  only  government  but  private  concerns  and  individuals, 
in  a  united  effort  to  win  our  place  on  the  seas  in  competition  with  the 
united  power  of  individual  nations  of  the  world. 

HEARINGS  ON   HAGUE   RULES 

The  Traffic  World  Washington  Bureau 

W.  J.  Love,  vice-president  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation,  in  charge  of  traffic,  said, 
when  questioned  with  reference  to  the  action  taken  by  the  Na- 
tional Industrial  Traffic  League  at  its  meeting  in  Chicago  in 
opposition  to  the  so-called  Hague  rules,  that  before  the  board 
reached  a  decision  in  the  matter  a  public  hearing  would  be 
held,  at  which  all  those  interested  would  be  given  an  oppor- 
tunity to  be  heard.  For  the  present  there  are  no  indications 
that  such  a  hearing  will  be  called. 

Officials  of  the  board  have  held  several  closed  conferences 
with  representatives  of  steamship  owners  and  underwriters  rela- 
tive to  the  rules,  which  are  being  advocated  by  certain  interests 
as  a  basis  for  uniform  shipping  documents  to  be  used  by  all 
maritime  nations.  The  advocates  of  the  adoption  of  the  rules 
take  the  position  that  the  support  of  the  Shipping  Board  must 
be  obtained  if  the  rules  are  to  be  made  effective. 

Acceptance  by  the  board,  however,  of  the  rules  is  prob- 
lematical. While  no  statement  could  be  obtained  from  officials 
as  to  the  attitude  of  the  board,  it  is  not  regarded  as  at  all  prob- 
able that  any  action  will  be  taken  for  some  time  to  come. 

At  the  request  of  Norman  Draper,  Washington  representative 
of  the  Institute  of  American  Meat  Packers,  C.  B.  Heineman,  vice- 
president  of  that  organization  has  drawn  up  the  protests  of  the 
institute  against  the  Hague  rules,  and  embodied  them  in  a  letter 
sent  to  Mr.  Draper.  The  significant  portions  of  it  are  as  follows: 

A  paragraph  in  a  current  article  by  Mr.  Height  reads  as  follows: 
"It  is  inconceivable  that  the  owners  of  the  United  States  should 
not  agree  to  accept  the  Hague  rules,  when,  by  so  doing,  they  can 
bring  about  world-wide  uniformity  in  the  matter  of  carriers'  obliga- 
tions, especially  when  that  uniformity  is,  in  effect,  merely  the  adop- 
tion, by  the  rest  of  the  world,  of  the  obligations  already  laid  down  in 
the  Harter  act." 

Let  us  see  whether  this  statement  is  consistent  with  the  facts  of 
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the  case  as  well  as  the  acts  of  those  who  advocate  the  immediate 
endorsement  of  this  strange  document  known  as  the  Hague  rules.  Our 
answer  to  this  is  that  the  rules  were  originated  at  a  meeting  where 
the  representation  of  the  American  shippers  was  not  sufficiently 
strong  or  typical.  In  support  of  this  I  quote  from  the  report  of  the 
London  proceedings  June  27th  to  July  1,  1921: 

"But  two  members  of  the  committee  found  it  convenient  to  attend 
the  meeting  in  London,  that  is  to  say,  Mr.  Charles  S.  Haight  and  Mr. 
Edward  E.  Blodgett.  These  gentlemen,  and  Mr.  M.  J.  Sanders,  en- 
gaged in  the  shipping  business  in  New  Orleans,  and  a  director  of  the 
Chamber  of  Commerce  of  the  United  States,  and  the  secretary  of  the 
committee,  were  practically  the  only  representatives  of  American 
shipping  interests  who  participated  in  the  proceedings  at  the  group 
meetings." 

Again  it  is  stated  that  "it  may  be  here  pointed  out  that  no  votes 
were  taken  and  no  decisions  were  made  at  the  open  meetings  of  the 
group  committee.  The  committee  listened  to  the  discussions,  in 
which  various  members  of  the  committee  also  participated,  and 
thereafter  in  private  session  reached  its  conclusions  and  made  its 
recommendations,  embodied  in  resolutions  acted  upon  at  the  general 
meeting  on  the  last  day  upon  which  the  general  sessions  were  held." 

The  statement  has  been  repeatedly  made  that  the  steamship 
companies  were  displaying  a  wonderful  spirit  of  co-operation  by 
agreeing  to  accept  the  Hague  rules  and  that  consequently  the  ship- 
pers should  do  likewise.  To  understand  this  radical  change  in  the 
former  attitude  of  the  steamship  lines  we  must  first  see  what  in- 
spired this. 

In  the  United  Kingdom  an  Imperial  Shipping  Committee  headed 
by  Sir  H.  J.  Mackinder,  M.  P.,  was  appointed  by  the  Prime  Minister 
early  in  1920  and  the  report  of  that  committee  addressed  to  the 
proper  authorities  in  all  parts  of  the  realm  was  made  public  in 
March,  1921.  The  report  goes  into  the  matter  of  shipping  from 
every  angle  and  the  committee  unanimously  recommended  among 
other  things  that  "there  should  be  uniform  legislation  throughout 
the  empire  on  the  lines  of  the  existing  acts  dealing  with  shipowners' 
liability,  but  based  more  precisely  on  the  Canadian  water  carriage 
of  goods  act,  1910,"  etc.  Legislation  was  also  under  consideration  in 
several  other  countries. 

In  this  country  we  have  had  the  Harter  act  since  1893  and  a  bill 
was  in  Congress  proposing  certain  amendments  to  that  bill  which 
would  place  the  shipper  in  a  far  stronger  position.  I  refer  to  the 
McKellar  bill  (S.  327)  introduced  April  12,  1921. 

The  Interstate  Commerce  Commission  was  also  proceeding  in 
conjunction  with  the  United  States  Shipping  Board  to  promulgate 
through  export  bills  of  lading  which  American  shippers  hoped  would 
result  in  the  elimination  of  all  or  many  of  the  obsolete  conditions 
heretofore  found  in  both  the  through  export  ladings  and  so-called 
"port"  bills  of  lading. 

These  hearings  covered  every  phase  of  the  matter  of  bill  of  lading 
conditions  and  the  shippers  and  ocean  carriers  reached  an  agreement 
upon  many  points  of  dispute.  At  the  final  hearing  the  shippers  sub- 
mitted their  suggested  form  of  lading  which  embodied  those  condi- 
tions upon  which  an  agreement  had  been  reached  as  well  as  those 
still  in  controversy.  This  was  handled  under  I.  C.  C.  docket  No.  4844 
and  the  decision  of  the  Commission  has  not  yet  been  announced. 

In  explaining  these  conditions  at  home  and  abroad  I  have  endeav- 
ored to  point  out  that  the  steamship  lines  were  confronted  with  the 
almost  inevitable  necessity  of  modifying  the  onerous  conditions  they 
have  so  long  imposed  upon  the  shipping  public;  that  they  thereupon 
elected  to  gracefully  sidestep  the  proposed  legislation  by  seeming  to 
acquiesce  in  the  Hague  rules  which  presumably  represented  the  views 
of  the  shippers. 

If  the  Hague  rules  are  merely  the  extension  of  our  Harter  act,  we 
should  know  why  it  is  necessary  to  amend  the  Harter  act  before  we 
adopt  the  Hague  rules.  Our  specific  objections  are  stated  below. 

Article  I — Definitions:  The  rules  omit  any  definition  of  the  word 
'shipper,"  although  this  was  defined  in  the  draft  by  the  Maritime 
Law  Association.  The  word  "goods"  is  also  held  to  exclude  "cargo 
carried  on  deck."  This  would  apparently  leave  it  optional  with  the 
master  as  to  whether  a  particular  shipment  should  be  classed  as 
'goods"  or  loaded  on  the  deck  and  treated  as  contraband. 

Article  II — Risk:  The  effect  of  this  article  in  conjunction  with 
article  V  is  to  give  the  steamship  lines  the  privilege  of  forcing  some 
shippers  to  negotiate  special  contracts  for  some  particular  ship- 
ment, and  such  contracts  would  have  full  legal  effect.  This  privilege 
should  be  denied  except  as  to  named  commodities  which,  by  their 
nature,  are  not  to  be  treated  as  ordinary  cargo. 

Article  III — Responsibilities  and  Liabilities,  Paragraph  3:  Every 
change  made  in  the  tentative  draft  has  been  in  favor  of  the  carrier. 
Bills  of  lading  are  not  to  be  issued  until  goods  are  received  by  the 
carrier;  marks  must  be  furnished  by  the  shipper  before  the  loading 
starts,  likewise  the  number  and  description  of  pieces.  Paragraph 
C  also  requires  the  shipper  to  furnish  the  measurements  of  the 
goods  which  will  apparently  be  a  useless  arrangement. 

Paragraph  4:  This  has  been  so  enlarged  over  the  tentative  draft 
that  it  practically  nullifies  it.  The  exception  on  bulk  shipments  and 
lumber  is  new  and  undesirable. 

Paragraph  5:  There  is  no  justification  for  requiring  a  shipper  to 
indemnify  a  carrier  in  the  case  of  marks,  number,  weight  and  meas- 
urement, all  of  which  the  carrier  may  determine  at  time  of  accept- 
ance. 

Paragraph  6:  This  is  a  new  paragraph  and  would  require  the 
shippers  to  give  up  all  that  has  been  previously  conceded  by  the  car- 
riers, t  is  impracticable  and  practically  impossible  for  a  consignee 
to  determine  the  extent  of  loss  and  damage  before  removal  of  the 
goods,  and  the  carriers  have  previously  conceded  this  to  he  true. 
American  shippers  have  already  suggested  the  following  clause  to 
the  Snipping  Board  and  the  Interstate  Commerce  Commission: 

Claims   for   loss,    damage   or   delay   must   be    made    in    writing   to 

the  carriers  making  final  delivery  within  nine  months  after  delivery 

•  *i.       P,r°Perty-    °r   in    case    of    failure    to    make    such    delivery    then 

within    nine    months    after   a    reasonable    time    for    such    delivery    has 

PS1,      Ljnless  claims  are  so  made  the  carriers  shall  not  be  liable." 

This  one  clause  of  the  Hague  rules  is  enough  to  condemn  them, 
and  it  is  to  be  noted  that  this  clause  was  not  in  the  tentative  draft. 

Article  IV— Rights  and  Immunities,  Paragraph  2:  This  is  pur- 
ported to  be  in  conformity  with  the  Harter  act  and  in  the  tentative 
draft  section  a  '  did  conform  to  that  act.  In  the  final  draft,  how- 
ever, the  rules  go  far  afield  in  order  to  relieve  the  carrier.  Note 
these  differences: 

The  Harter  act  exempts  a  seaworthy  and  properly  manned  and 
equipped  vessel  from  "damage  or  loss  resulting  from  faults  or  errors 
In  navigation  or  In  the  management  of  said  vessel." 

The  tentative  draft  described  the  exemption  as  covering  "Faults 
or  errors  in  the  navigation  or  in  the  management  of  the  ship  " 

The  final  draft  which  wi-  •.«•<•  .isked  to  cntlors,  wonlil  exempt 
the  carrier  from  loss  or  <I:IMI;IK.-  resulting  from  "act,  neglect  or  de- 
fault of  the  master,  mariner,  pilot  or  the  servants  of  the  carrier  in 
the  navigation  or  In  the  management  of  the  ship  " 

Item   "C"   names  "flre"   as  an   exempted  loss,   hut  fails  to  provide 

t  when  the  flre  is  caused  by  the  design  or  neglect  of  the  vessel 
owner  the  carrier  is  liable  under  United  States  law  (II.  S.  4282). 


AH  of  these  items  of  exemption  could  be  covered  by  the  short 
sentence  suggested  by  American  shippers  and  which  follows:  "The 
ocean  carrier  shall  not  be  liable  for  loss,  damage,  delay  or  default 
occurring  from  any  cause  whatsoever  except  where  the  negligence 
of  the  ocean  carrier  is  the  proximate  cause  of  the  injury  com- 
plained of." 

Paragraph  5:  The  clause  suggested  by  American  shippers  was 
as  follows: 

"Shippers  shall  be  liable  for  any  loss  or  damage  to  steamer  or 
cargo,  caused  by  inflammable,  explosive  or  dangerous  goods,  shipped 
without  full  disclosure  of  their  nature,  whether  such  shipper  be  prin- 
cipal or  agent;  and  such  goods  may  be  thrown  overboard  or  de- 
stroyed at  any  time  without  compensation." 

This  clause  is  preferable  to  the  one  contained  in  the  Hague  rules. 

Article  V — Special  Conditions:  It  seems  that  article  V  would 
largely  nullify  all  attempts  at  uniformity  planned  under  preceding 
articles.  If  a  carrier  is  privileged  to  make  such  broad  exceptions, 
and  to  require  shippers  to  negotiate  special  contracts  on  particular 
shipments,  all  sorts  of  discriminations  will  thereby  result. 

Article  VI — Limitations  on  the  Application  of  the  Rules:  The 
objections  noted  under  article  V  also  apply  to  article  VI.  Uni- 
formity cannot  be  attained  if  carriers  are  privileged  to  compel  ship- 
pers to  negotiate  special  contracts  whenever  the  carrier  so  desires. 
This  would  give  the  carrier  an  opportunity  to  compel  the  shipper  to 
accept  almost  any  kind  of  contract. 

Article  VII— Limitation  of  Liability:  It  might  be  well  to  ask 
why  this  article  is  necessary.  It  only  adds  to  the  confusion  and 
seemingly  prevents  any  possible  agreement  on  definite  liability. 

We  have  not  attempted  to  go  into  any  great  detail  with  respect 
to  these  rules  nor  does  this  seem  necessary.  We  are  convinced  that 
American  shippers  are  unanimously  "in  favor  of  a  uniform  export  and 
ocean  bill  of  lading,  but  they  are  not  prepared  to  surrender  all  or 
any  substantial  part  of  their  rights  in  order  to  obtain  this. 

No  modification  of  the  Harter  act  for  the  purpose  of  granting 
further  relief  to  ocean  carriers  should  he  undertaken,  and  there  is 
every  argument  in  favor  of  its  amendment  as  suggested  by  Senator 
McKellar. 

Protests  have  been  made  by  the  National  Industrial  Traffic 
Leafeue  and  other  important  industrial  organizations,  here  and 
abroad,  so  that  it  cannot  be  argued  that  this  is  a  problem  solely 
affecting  this  industry. 

We  strongly  advocate  that  Congress,  the  Shipping  Board  and 
the  Interstate  Commerce  Commission  carefully  consider  the  sugges- 
tions of  American  shippers  already  of  record  in  the  bill  of  lading 
case  before  endorsing  these  rules  in  preference  to  the  more  pro- 
gressive ideas  already  avocated  by  our  shippers. 


SHIPPING  BOARD  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

The  members  of  the  Senate  commerce  committee  voted 
unanimously  this  week  to  oppose  an  investigation  of  the  Ship- 
ping Board  at  this  time.  This  action  was  taken  after  the  com- 
mittee had  met  in  executive  session  with  Chairman  Lasker  and 
Commissioner  Chamberlain  of  the  board  and  Vice-Presidents 
Smull,  Love  and  Frey  of  the  Emergency  Fleet  Corporation. 

The  decision  of  the  committee  was  regarded  as  a  strategic 
move  against  the  resolution  offered  in  the  Senate  by  Senator 
La  Follette  calling  for  a  sweeping  investigation  of  the  board,  of 
marine  labor  conditions  and  the  International  Mercantile  Marine. 
The  resolution  was  not  officially  before  the  committee,  as  at 
the  time  the  committee  met  it  was  merely  pending  in  the  Senate. 

An  investigation,  such  as  proposed,  the  members  of  the 
committee  concluded,  would  be  destructive  rather  than  con- 
structive. It  was  also  held  that  such  an  investigation  was  un- 
necessary. 

Charles  Piez,  former  director-general  of  the  Fleet  Corpora- 
tion, after  appearing  as  a  witness  before  the  claims  commission 
of  the  board  at  the  hearing  on  claims  of  wood  shipbuilders,  took 
occasion  to  comment  adversely  on  an  attack  made  on  the  board 
by  Senator  Calder  of  New  York,  who  was  quoted  as  having 
made  a  speech  in  New  York  City  to  the  effect  that  the  board 
should  consider  it  had  a  mandate  to  put  itself  out  of  business 
and  that  its  existence  was  the  greatest  calamity  that  had  be- 
fallen American  shipping. 

Mr.  Piez  declared  Senator  Calder  was  "way  off,"  and  that 
such  attacks  undermined  the  confidence  of  the  American  people 
in  "the  greatest  undertaking  before  us." 

"I  think  the  progress  that  has  been  made  in  the  reorganiza- 
tion of  the  Shipping  Board  is  remarkable,"  said  Mr.  Piez.  "Mr. 
Lasker  has  applied  a  scheme  of  organization  existing  in  large 
industries  to  the  Shipping  Board  and  the  Emergency  Fleet  Cor- 
poration. He  has  done  what  should  have  been  done  long  ago, 
namely,  divorced  the  Emergency  Fleet  Corporation,  a  purely 
operating  corporation,  from  the  Shipping  Board,  a  quasi-judicial 
body. 

"He  has  made  a  well-known  shipbuilder  president  of  the 
Emergency  Fleet  Corporation  and  has  surrounded  him  with  com- 
petent, experienced  ship  operators.  In  the  Shipping  Board  itself 
an  assignment  of  functions  has  been  made  to  put  into  operative 
effect  the  excellent  provisions  of  the  Jones  bill. 

"He  has  put  his  house  in  order  and  is  just  about  ready  for 
business.  The  affairs  of  the  board  and  the  Emergency  Fleet 
Corporation  are  suffering  today  because  of  a  lack  of  a  market 
for  ships  and  because  of  a  vast  reduction  in  the  tonnage  of 
ocean  freights,  and  the  benefits  of  Mr.  Lasker's  reorganization 
cannot  fully  evidence  themselves  until  there  is  a  resumption  of 
shipping  business. 

"Constant  criticism  of  the  Shipping  Board,  based  in  many 
cases  on  absolute  ignorance  of  the  conditions,  is  fast  destroying 
what  little  hope  the  American  people  have  in  the  successful 
establishment  of  an  American  merchant  marine. 

"Men  in  high  positions  like  Senator  Calder  ought,  in  my 
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COFFEE  IMPORTERS 

GALVESTON 

Since  the  re-establishment  of  rail  rates  has  now  given  Galveston  rates  com- 
petitive with  other  ports  based  on  geographical  position,  quantities  of  coffee  are 
now  being  routed  from  Brazil  to  Galveston  for  distribution  to  points  in  the 
Mississippi  Valley  and  West  of  the  Mississippi  River. 

Shipments  can  be  handled  for  immediate  reconsignment  or  for  storage  and 
concentration.  If  the  latter  is  desired  our  services  are  combined  with  those  of 
the  Concentration  Company,  whose  advertisement  appears  on  this  page. 

Our  organization  is  strictly  a  Galveston  organization,  conversant  with  all 
facilities  at  this  port.  This  feature  alone  is  worth  considerable  to  our  clients  in 
prompt  forwarding. 

CORRESPONDENCE  SOLICITED 

THE  STONE  FORWARDING  CORPORATION 


220 — 21st  Street  Galveston 

Forwarders  and  Customs  Brokers 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ven.ilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 
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opinion,  to  know  better  than  to  indulge  in  the  sort  of  criticism 
reputed  to  him. 

"The  United  States  Shipping  Board,  which  he  declares  is 
the  greatest  calamity  that  has  befallen  American  shipping,  is 
the  Interstate  Commerce  Commission  of  the  seas.  It  has  as- 
signed to  it  many  functions  of  great  use  to  American  shipping, 
functions  which  can  only  be  performed  by  a  board.  The  mis- 
take that  previous  boards  have  made  consisted  in  holding  on  to 
the  control  of  ship  construction  and  ship  operation,  functions 
radically  different  from  those  assigned  to  the  board  under  the 
Jones  bill  and  functions  that  can  only  be  performed  through  an 
executive  operating  organization. 

"Mr.  Lasker  has  recognized  this  and  has  put  an  executive 
head  in  charge  of  ship  operations.  The  Emergency  Fleet  Cor- 
poration is  undertaking  the  establishment  of  trade  routes  and 
is  doing  its  best  to  sell  vessels  unsuitable  to  our  needs.  It  is 
easy  for  the  senator  to  say  that  vessels  not  suitable  should  not 
be  given  away,  but  should  be  sold;  but  I  think  the  senator  would 
be  doing  a  public  service,  far  in  excess  of  that  he  is  rendering 
today,  if  he  would  indicate  to  the  Shipping  Board  where  a  mar- 
ket for  the  ships  can  be  found. 

"Why  continue  to  indulge  in  platitudes  instead  of  facing  the 
facts?  There  was  a  market  for  ships  several  years  ago  and 
ships  could  have  been  sold  if  we  had  been  bold  enough  to 
accept  some  sacrifice  on  the  cost.  Today  ships  are  a  drug  on 
the  market  and  will  continue  so  until  business  resumes.  Talk 
about  selling  ships  at  this  time  is  mere  idle  prattle." 

FLEET  CORPORATION  TO  FORECLOSE 

The  Traffic   World   Washington  Bureau 

H.  S.  Kimball,  vice-president  of  the  Emergency  Fleet  Cor- 
poration in  charge  of  finance,  has  announced  that  foreclosure 
proceedings  will  be  instituted  at  once  against  certain  individual 
properties  at  the  Dundalk  project,  Baltimore,  Md.  This  action 
will  be  taken  because  payments  on  mortgages  held  by  the  fleet 
corporation  have  not  been  made  for  the  past  11  to  13  months 
by  the  owners,  he  said. 

"Twenty-three  dwellings,  involving  approximately  $80,000  in 
mortages  and  interest,  will  be  included  in  the  action,"  said  he. 
"The  suits  will  be  directed  against  property  owners  who  have 
abandoned  their  premises,  and  against  property  owners  who  have 
sublet  their  homes  and  who  are  not  paying  their  installments 
to  the  Emergency  Fleet  Corporation. 

"The  project  consists  of  522  houses,  which  were  sold  in  the 
early  part  of  1920  to  individuals  on  a  partial  payment  plan, 
calling  for  10  per  cent  down  and  monthly  payments  averaging 
$38  thereafter,  until  the  property  was  paid  for.  At  the  present 
time  there  are  a  number  of  tenants  who  either  through  lack  of 
employment  or  lack  of  financial  means  are  unable  to  meet  these 
obligations.  This  class  will  be  given  every  consideration  by  the 
government.  The  Emergency  Fleet  Corporation  has  repeatedly 
requested  payment  on  account,  without  success,  ever  since  a 
movement  was  started  by  a  group  of  owners  to  force  the  reduc- 
tion of  the  original  purchase  price." 


that  time  and  that  he  was  present  at  the  conference  at  which 
were  present  Mr.  Hurley,  Mr.  Tebbetts,  Mr.  Coonley,  Mr.  Hyer 
and  others.  The  questions  discussed  were  the  substitution  of 
a  cost  plus  contract,  with  a  fee  of  $15,000  per  ship  for  the 
original  lump  sum  contract,  the  cost  of  the  plants  and  the  number 
of  ships  to  be  allotted  to  each  yard. 

Mr.  Beattie  said  that  Mr.  Hurley,  then  president  of  the 
Emergency  Fleet  Corporation,  intimated  that  the  shipbuilders 
would  receive  a  sufficient  number  of  ships  to  get  them  out 
whole.  Mr.  McNitt  practically  substantiated  the  testimony  of 
Mr.  Piez. 

James  C.  Hamlen,  Sr.,  of  the  Cumberland  Shipbuilding  Com- 
pany, Portland,  Me.,  stated  that  he  had  received  a  contract  for 
nine  wood  hulls,  four  barges  and  two  harbor  tugs.  The  hulls 
were  to  cost  $300,000  each,  but  owing  to  changes  their  ultimate 
cost  was  $461,000  each.  Seven  and  one-half  hulls  were  com- 
pleted when  the  armistice  was  declared.  The  witness  testified 
that  he  was  forced  by  Howard  Coonley,  vice-president  of  the 
Emergency  Fleet  Corporation,  to  put  up  a  note  of  the  company 
for  $200,000  as  security  in  order  to  obtain  payments  on  account 
of  the  work  being  completed  at  the  yard.  It  finally  developed 
in  his  testimony  that  he  had  been  fortunate  in  having  the  Ship- 
ping Board  reimburse  him  to  the  amount  of  75  per  cent  of  the 
cost  of  his  plant,  exclusive  of  a  marine  railway,  on  an  amortiza- 
tion basis.  He  was  also  paid  in  full  for  all  other  work.  The 
other  plaintiffs  presented  Mr.  Hamlen's  case  to  show  that  a 
precedent  had  been  established  by  the  Fleet  Corporation.  The 
Cumberland  Company  had  a  claim  of  approximately  $125,000 
against  the  government  on  account  of  the  installation  of  the 
marine  railway.  Mr.  Hamlen  said  the  note  had  been  returned 
to  him  by  former  Chairman  John  Barton  Payne,  who  severely 
criticized  his  predecessors  for  demanding  this  action. 


TAMPA  DOCK  COMPANY  CLAIM 

The  Traffic  World  Washington  Bureau 

The  claims  commission  of  the  Shipping  Board  resumed 
hearings,  November  15,  on  the  claim  of  the  Tampa  Dock  Com- 
pany, wood  shipbuilders,  with  Charles  Piez,  former  director- 
general;  Willard  McNitt,  former  assistant  and  later  general 
counsel,  and  Roy  H.  Beattie,  in  charge  of  wood  ship  construc- 
tion, all  former  Emergency  Fleet  Corporation  officials,  testifying 
as  to  their  knowledge  of  the  verbal  agreements  made  whereby 
these  ship  constructors  went  ahead  on  a  tentative  program. 

Mr.  Piez  testified  as  to  the  conditions  existing  in  late  1917. 
He  said  there  was  criticism  of  the  design  of  the  wooden  ships 
and  certain  radical  changes  were  made  in  their  construction 
and  so  ordered.  These  changes  involved  principally  the  strength 
of  bottom  timbers  and  resulted  in  material  delay  of  shipments 
of  such  materials  to  yards,  justifying  the  claims  of  the  ship- 
builders on  the  part  of  delay. 

"There  were  quite  a  number  of  changes  in  design,"  said 
Mr.  Piez,  "that  gave  rise  to  further  claims.  There  were  in- 
creases in  labor  ordered  by  the  Macy  board  and  claims  growing 
out  of  increase  in  labor  and  changes  in  design  and  delay  in  ship- 
ment of  timber  grew  so  complicated  that  we  solved  the  problem 
by  substituting  a  contract  based  on  cost,  plus  a  definite  sum, 
for  the  lump  sum  contract. 

"The  shipbuilders  claimed,  in  my  presence  and  in  the  pres- 
ence of  the  board  of  trustees  of  the  Emergency  Fleet  Corpora- 
tion, that  they  had  surrendered  their  claims  only  on  the  sup- 
position that  they  would  have  sufficient  number  of  orders  to 
see  them  whole  on  their  contract. 

"The  cancellations  had  changed  conditions  and  in  conse- 
quence the  shipbuilders  felt  justified  in  calling  for  a  revision 
of  contract  and  an  adjustment  of  amount  to  be  paid  them." 

Mr.  Beattie  testified  that  there  were  hundreds  of  changes 
made  in  the  design  of  wooden  ships  during  his  administration, 
that  no  progress  was  made  in  the  adjustment  of  claims  during 


ALLOCATION  OF  SHIPPING  BOARD  VESSELS 
Reports  reaching  Washington  from  the  Far  East,  to  the 
effect  that  the  Shipping  Board  had  changed  its  policy  with 
regard  to  the  allocation  of  vessels  in  the  trans-Pacific  trades, 
were  denied  at  the  Shipping  Board.  The  report  was  that  the 
board  would  allocate  no  more  vessels  to  specific  lines  after 
January  1,  but  would  only  charter  vessels  to  individual  lines, 
and  it  was  also  said  that  this  action  would  cause  American 
interests  in  the  Far  East  to  suffer  and  that  the  Japanese  and 
other  lines  were  preparing  to  cut  rates  to  drive  out  the  Ameri- 
can ships.  Officials  of  the  board  said  there  had  been  no  change 
in  the  policy  with  respect  to  the  allocation  of  vessels  in  the 
trade  involved  and  that  no  change  was  under  consideration. 


EXPORT   LUMBER  TRADE   FOR   SHIPPING   BOARD 

As  the  result  of  the  Emergency  Fleet  Corporation  becom- 
ing a  party  to  the  agreement  between  the  American  Lumber 
Exporters'  Association  and  the  North  Atlantic  steamship  lines, 
the  Shipping  Board  expects  to  get  a  larger  share  of  the  export 
lumber  trade  than  it  has  in  the  past,  according  to  W.  J.  Love, 
vice-president  in  charge  of  traffic.  The  corporation  joined  in  the 
agreement  as  the  result  of  conferences  between  Mr.  Love  and 
Harvey  Dixon,  secretary  of  the  exporters'  association.  The 
terms  of  the  agreement  involved  deal  with  the  handling  of 
lumber  cargoes  with  regard  to  loading,  tallying  and  checking. 
Mr.  Love  said  the  agreement  was  for  the  purpose  of  handling 
lumber  cargoes  more  expeditiously. 


CANADIAN    RATES  ON    HAY  AND   SIFTINGS 

Consul  E.  Haldeman  Dennison,  at  Quebec,  has  reported  to 
the  Department  of  Commerce  that  a  reduction  in  freight 
rates  of  33%  per  cent  on  grain  sif tings  moving  from  Port  Arthur, 
Fort  William,  Westfort  and  Armstrong  to  points  within  the 
province  of  Quebec,  and  of  25  per  cent  on  hay  moving  wholly 
within  that  province,  has  been  announced  by  the  Minister  of 
Agriculture  for  Quebec.  The  reductions  were  made  on  account 
of  the  failure  of  the  hay  crop  this  year  and  to  encourage  the 
shipment  of  fodder  for  farmers'  stocks  into  Quebec,  according 
to  the  report.  The  reduced  rates  apply  only  to  cars  billed  to 
the  Provincial  Department  of  Agriculture  and  finally  delivered 
to  farmers  or  agricultural  societies,  the  consul  said. 


VESSELS    UNDER    CONSTRUCTION 

On  October  1,  1921,  private  American  shipyards  were  build- 
ing or  under  contract  to  build  for  private  shipowners  120  steel 
vessels  of  365,686  gross  tons,  compared  with  129  steel  vessels 
of  439,735  gross  tons  on  September  1,  1921. 


CHANGES    IN    DOCKET 

Argument  in  12022,  New  England  Paper  &  Pulp  Traffic 
Association  vs.  Hoosac  Tunnel  &  Wilmington  et  al.,  assigned 
for  November  16,  at  Washington,  was  postponed. 

Hearing  in  13109,  Star  Timber  Co.  vs.  C.  &  N.  W.,  assigned 
for  November  19  at  Washington,  was  postponed  to  a  date  to  be 
hereafter  fixed. 

Argument  in  11426,  Illinois  Central  R.  R.  Co.  et  al.  vs.  N.  O. 
G.  N.  R.  R.  et  al.,  assigned  for  November  19  at  Washington, 
D  C.,  was  canceled. 
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DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily   out  of  Dallas  to   Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


MUSKOOEE,  OKLA.  f 


HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


Muskogee  Transfer  &  Storage  Co. 

2— Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


FOREIGN 

DO  YOU  EXPORT  ? 


TRADE 

DO  YOU  IMPORT? 


If  so,  let  ua  figure  your  kid-down  cost.      If  not,  let  us  tell  you  how 
easy  and  desirable  it  is  to  get  into  foreign  markets 

Aptna    Sorviro  fnmnanv     A-  c-  SHERRARD,  Manager 

Aetna  oervice  company,  steamship  Agemi,  cu.t.m,  MM*  F.rw.rdin| 

Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agents  Throughout  the  World.  Phone  Harrison  1048 

New  York       Bo, (on       Philadelphia       Baltimore        New  Orleini        Seattle       San  Franeixo 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company.  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Writ*  us  for  full  particular*  and  request 
a  copy  of  our  shipping  instructions. 


R.  B.  YOUNQ,  President  and  Manager 

Savannah  Bonded  Warehouse  &  Transfer  Go, 

312-314-316  WILLIAMSON  STREET          P.  0.  Box  985 

General      Storage — Re-Consigning  —  Distributing,      Forwarding  — 
Prompt  and  Efficient  Service,  Exceptional  Facilities — Custom  House 
Brokers — Track    Connections    with    all    Railroads    and    Steamship 
Docks — Members  American  Chain  of  Warehouses — Members  Amer- 
ican Warehousemen's  Association. 
Phone  No.  4883  SAVANNAH,   GA. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Members  American  Warehousemen's  Association  and   American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co., 
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PERMITS  FOR  ABANDONMENT 

The  Traffic  World  Washington  Bureau 

Arguments  on  the  constitutionality  of  the  paragraphs  of 
section  1  of  the  interstate  commerce  law  authorizing  the  Com- 
mission to  grant  or  withhold  permits  for  the  abandonment  of 
railroads  or  parts  of  railroads  were  made  in  the  Supreme  Court 
of  the  United  States  November  16  by  Tom  L.  Beauchamp,  for 
the  state  of  Texas,  E.  B.  Perkins,  for  the  Eastern  Texas  Rail- 
road Company  and  its  proprietor,  the  St.  Louis  Southwestern, 
Solicitor-General  James  M.  Beck,  for  the  United  States,  and 
Walter  McFarland  for  the  Interstate  Commerce  Commission. 
Two  cases  were  discussed,  although  the  questions  in  each  were 
so  nearly  related  that  for  purposes  of  argument  they  were 
treated  as  one. 

The  issues  were  created  by  the  desire  of  the  owners  of  the 
Eastern  Texas  Railroad  Company  to  abandon  all  its  lines  of 
railway  between  Lufkin  and  Kennard,  Tex.  The  state  of  Texas 
refused  permission.  The  Interstate  Commerce  Commission  is- 
sued a  permit  to  abandon  under  paragraphs  18  and  21  of  the 
first  section.  In  one  case  Texas  proceeded  against  the  railroad 
company  under  the  terms  of  the  contractual  relations,  so-called, 
established  by  the  charter  in  which  the  state  reserved  the 
power  to  say  whether  the  company  might  or  might  not  abandon 
its  property. 

In  the  other  case  the  state  proceeded  against  the  railroad 
company,  the  United  States  and  the  Interstate  Commerce  Com- 
mission, asking  the  courts  to  set  aside  the  "order"  of  the  federal 
body  on  the  ground  that  the  paragraphs  were  unconstitutional 
in  that  they  invaded  the  rights  of  the  state  and  sought  to  regu- 
late the  conduct  of  a  corporation  created  by  the  state  and  sub- 
ject to  its  jurisdiction  in  state  business  at  least. 

The  Commission,  in  defense  of  its  act,  took  the  position 
that  the  certificate  of  convenience  and  necessity  authorizing  the 
railroad  company  to  abandon  its  lines  was  not  an  order  within 
the  meaning  of  the  statutes  conferring  upon  the  district  courts 
jurisdiction  of  "cases  brought  to  enjoin,  set  aside,  annul,  or 
suspend,  in  whole  or  in  part,  any  order  of  the  Interstate  Com- 
merce Commission."  The  Commission,  in  its  brief,  frankly  said 
that  it  was  not  familiar  with  any  case  in  which  the  precise 
question  had  been  determined  by  any  court.  It  took  the  posi- 
tion, however,  that  the  case  was  analogous  to  that  decided  by 
the  court  in  Procter  &  Gamble  vs.  United  States,  225  U.  S.  282. 
That  is  the  case  involving  so-called  negative  orders  of  the  Com- 
mission. In  that  case  the  Commission  dismissed  the  complaint 
of  Procter  &  Gamble.  The  Supreme  Court  held  that  the  lower 
court  had  been  given  jurisdiction  only  to  entertain  complaints 
as  to  affirmative  orders  of  the  Commission.  It  therefore  dis- 
missed the  Procter  &  Gamble  case. 

The  Commission  in  its  brief  said  that  the  district  court,  in 
sustaining  its  motion  to  dismiss  the  case  in  the  lower  court,  did 
not  write  an  opinion  or  specify  whether  its  action  was  based 
upon  the  ground  that  the  certificate  of  convenience  and  neces- 
sity was  not  an  order  within  the  meaning  of  the  statute,  or 
upon  the  ground  that  the  bill  of  complaint  did  not  state  a  good 
cause  of  action,  or  both.  It  said,  however,  that  it  was  manifest 
that  if  either  ground  was  sound  the  certificate  must  be  sus- 
tained. The  Commission  claimed  that  it  was  acting  in  conform- 
ity with  the  authority  conferred  upon  it  by  the  statute  under 
which  it  operated  and  that  due  notice  was  given  and  full  hearing 
accorded  to  all  parties  desiring  to  be  heard. 

As  to  the  constitutional  ground,  the  Commission  and  the 
government  contended  that  the  paragraphs  under  attack  were 
a  part  of  a  general  scheme  of  legislation  designed  to  have  the 
Commission  consider  the  railroads  of  the  United  States  as  a 
national  need,  the  prosperity  of  which  was  to  be  promoted  and 
fostered  so  that  the  system  of  transportation  might  at  all  times 
be  adequate  for  the  commerce  of  the  country.  The  Commis- 
sion said  there  was  no  occasion  in  its  brief  for  tracing  the 
history  of  the  commerce  clause  or  reviewing  at  length  the  many 
decisions  wherein  the  court  had  expounded  the  powers  of  Con- 
gress under  that  clause  and  found  them  adequate  to  meet  the 
changed  conditions  which  the  development  of  the  country  and 
the  means  of  transportation  have  presented  from  time  to  time. 
It  said  that  the  questions  raised  by  the  state  of  Texas  were 
all  disposed  of  years  ago  in  McCulloch  vs.  Maryland,  Southern 
Railway  Co.  vs.  United  States,  Minnesota  Rate  cases,  and  the 
Shreveport  case. 

Texas  relied  largely  upon  the  contractual  relations  created 
by  the  charter  issued  by  it  to  the  Eastern  Texas  Railroad.  On 
that  point  the  Commission  called  attention  to  what  the  court 
had  said  in  Louisville  &  Nashville  vs.  Mottley,  219  U.  S.  467, 
and  Wilson  vs.  New,  243  U.  S.  In  the  first  mentioned  case  the 
court  held  that  no  contract  could  be  set  up  as  a  bar  to  regula- 
tion by  the  federal  authority  within  the  scope  of  such  authority. 
In  Wilson  vs.  New,  243  U.  S.  332,  the  court  said  that  the  power 
to  regulate  extended  to  control  the  contract  power  of  the  carrier 
in  so  far  as  the  public  interest  required  such  limitation  and  even 
if  the  charter  were  construed  as  a  contract  it  could  not  be  set 
up  to  defeat  the  exercise  by  Congress  of  its  power  under  the 
commerce  clause.  A  contract  between  the  state  of  Texas  and 
the  Eastern  Railway  Company,  the  Commission  contended,  stood 


in  no  different  position  from   that  of  any  other  contract  affect- 
ing the  operation  or  regulation  of  interstate  carriers. 


BRIDGE  ARBITRARIES  IN  EAST 

A  far  more  than  ordinary  amount  of  attention,  it  is  believed, 
will  be  given  to  the  hearing  on  I.  and  S.  No.  1430,  constructive 
mileage  for  bridge  over  Hudson  River  at  Poughkeepsie,  N.  Y., 
set  for  November  22,  in  the  rooms  of  the  Merchants  Association 
of  New  York.  The  order  in  that  case  suspended,  from  October 
29  to  February  26,  supplement  No.  11  to  New  York,  New  Haven 
&  Hartford  tariff  I.  C.  C.  No.  F-1820.  That  supplement  shows 
"local  and  joint  table  of  freight  distances  between  stations  shown 
herein."  Stations  shown  in  the  supplement  are  those  on  the  New 
Haven,  Bush  Terminal,  Central  New  England,  New  York,  West- 
chester  &  Boston,  the  Moshassuck  Valley  and  the  Rhode  Island 
companies. 

Objection  was  made  to  the  supplement  and  its  suspension 
procured  because  it  proposes  to  increase  distances,  between 
points  on  the  Central  New  England,  west  of  the  Hudson,  and 
points  on  that  road  east  of  the  Hudson,  New  Haven  and  the 
other  carriers  shown  therein,  by  adding  100  mills  to  the  actual 
distances.  The  object  in  doing  that  was  to  make  rates  applicable 
over  the  Poughkeepsie  bridge  higher  than  those  for  distances 
of  the  same  actual  number  of  miles,  the  theory  being  that  the 
railroads  are  entitled  to  extra  compensation  on  account  of  the 
expensiveness  of  the  method  they  have  adopted  for  getting  the 
traffic  over  the  Hudson. 

The  schedule  was  suspended  on  objection  by  Seaboard  By- 
Products  Coke  Company,  the  New  Jersey  Industrial  Traffic 
League,  Newark  Chamber  of  Commerce,  Boston  Chamber  of 
Commerce  and  the  beneficiaries  of  the  Commission's  decision  in 
No.  10357,  the  Seaboard  By-Products  Co.  case,  in  which  the  Com- 
mission prescribed  a  mileage  scale  of  rates.  One  of  the  avail- 
able routes  over  which  that  mileage  scale  would  apply  is  the 
one  prescribed  in  that  case.  In  connection  with  the  protests 
against  the  constructive  mileage  schedule,  the  New  England  Fuel 
and  Transportation  Co.,  Providence  Gas  Co.,  and  others  inter- 
ested in  that  case,  suggested  its  reopening  for  consideration  in 
connection  with  the  suspension  case.  Their  thought  was  that 
the  two  cases  should  be  considered  at  the  same  time,  because, 
as  before  pointed  out,  the  bridge  route  is  one  of  the  ones  that 
was  available  when  the  decision  was  made. 

What  protesting  shippers  fear  more  than  the  imposition  of 
higher  rates  via  the  Poughkeepsie  bridge  would  be  the  importa- 
tion into  the  eastern  district  of  the  theory  of  constructive  mile- 
age or  bridge  arbitraries  for  the  inflation  of  rates  to  cover  the 
extra  cost  of  expensive  structures,  such  as  the  Hell  Gate  bridge, 
th  Delaware  River  bridge,  and  the  Poughkeepsie  bridge.  That 
theory  or  practice  is  common  in  the  South  and  West.  Twenty 
constructive  miles  are  allowed  for  crossing  the  Mississippi  at 
Baton  Rouge  and/or  New  Orleans.  Years  ago  there  was  a  pub- 
lished bridge  arbitrary  at  St.  Louis. 

In  dividing  joint  rates  carriers  crossing  the  Ohio  and  Mis- 
sissippi rivers  set  aside,  in  many  cases,  so  many  cents  per  100 
pounds  to  represent  the  old  bridge  arbitraries  that  used  to  be 
separately  published.  While  many  of  the  arbitraries  by  name 
have  disappeared  from  the  tariffs,  they  are  still  regarded  as  be- 
ing in  the  tariffs  and  are  taken  care  of  when  the  joint  rates  are 
divided,  by  formulae  devised  while  they  were  separately  stated. 

Protestants  believe  the  Poughkeepsie  bridge  proposal  is 
merely  an  entering  wedge  by  means  of  which  carriers  will  un- 
dertake to  impose  a  separate  charge  for  the  facilities  used  in 
getting  freight  across  the  big  rivers  or  other  waterways  in  the 
East,  particularly  Hell  Gate  bridge,  one  of  the  most  expensive 
in  the  world. 

The  position  of  the  protestants  is  set  forth,  it  is  believed,  by 
the  protest  made  against  the  suspended  schedule,  by  the  Newark 
Chamber  of  Commerce,  which  is  as  follows: 

No  justification  has  been  offered  for  arbitrarily  increasing  the 
distances  between  points  on  the  Central  New  England  R.  R.,  located 
west  of  the  Hudson  River,  and  points  on  the  Central  New  England 
Ry.  Co.,  New  York.  New  Haven  &  Hartford  R.  R.  Co.  and  other  com- 
mon carriers  shown  in  the  tariff  lying  east  of  the  Hudson  River  by 
adding  100  miles  to  the  actual  distances  shown  between  such  stations. 

The  change  as  proposed  establishes  a  precedent  which  will  be 
far  reaching  in  the  revision  or  adjustment  of  rates  between  Newark 
and  other  New  Jersey  points  and  points  located  in  the  New  England 
territory,  which  may  he  followed  at  other  Hudson  River  crossings, 
which  will  arhitrarily  place  Newark  100  miles  further  away  from  the 
New  England  markets. 

If  the  principle  of  adding  100  miles  to  cover  transportation  over 
railroad  bridges  is  established  on  the  Hudson  River  the  same  prin- 
ciple might  he  applied  in  making  rates  over  the  Hell  Gate  bridge,  or 
possibly  a  greater  distance  would  he  demanded  in  that  case,  on 
account  of  the  greater  cost  of  construction. 

If  this  principle  is  established  over  the  Poughkeepsie  bridge  route 
the  same  principle  might  also  he  established  in  making  transfer 
between  the  New  Haven  R.  R.  and  connecting  lines  in  New  York 
harbor,  where  the  service  is  performed  by  lighter. 

It  has  not  been  shown  that  the  cost  of  building  or  operating  the 
Poughkeepsie  bridge  is  equal  to  the  cost  of  building  and  operating  100 
miles  of  main  line,  and  even  if  such  were  shown  to  be  the  case  it 
does  not  follow  that  a  carrier  may  arbitrarily  determine  that  a  con- 
structive mileage  shall  be  established  for  each  piece  of  expensive 
roadway  forming  part  of  a  through  route. 

Your  petitioner  further  submits  that  if  the  proposed  arbitrary  of 
100  miles  is  permitted  to  go  into  effect  it  will  tend  to  disturb  'and 
increase  rates  in  general  in  view  of  the  expensive  cost  in  the  con- 
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We  Thank  You 


Mr.  McMahon 


for  telling  us  how  well  pleased  you  are  with 

The  FREIGHT  TRAFFIC  RED  BOOK 

and  also  for  suggesting  such  an  appropriate  slogan — 

"The  Right  Arm  of  the  Traffic  Man" 

We  reprint  your  letter  because  the  most  convincing 
argument  we  have  to  present  to  prospective  subscribers  is 
a  plain  statement  of  fact  from  our  present  subscribers  as 
to  the  usefulness  of  the  book. 

Thousands  of  other  traffic  men  are  using  the  book  and, 
like  yourself,  find  it  very  useful.  With  its  stored  knowl- 
edge of  traffic  principles,  Acts  of  Congress,  Rules  and 
Regulations  of  the  Commission,  etc. — ALL  UNDER  ONE 
COVER,  with  a  complete  cross-reference  index — it  is  ever 
ready  for  immediate  use  in  their  daily  work. 

As  stated  to  you  in  our  letter  of  October  loth,  a  new 
feature  of  the  1922  edition  is  a  SERVICE  in  the  form  of 
supplying  subscribers  with  supplements  up  to  October  i, 
1922 — all  included  in  the  price  of  the  book,  $6.00  per  copy. 

THE  TRAFFIC  PUBLISHING  COMPANY 

150  Lafayette  Street,  New  York  City 


The 

Texas  Mexican 

Railway  Company 


T*  St.  Louis  »nd  Kiiuas  Clty/y 
•— —      *«  CbkHo  '**• 


^f  to  St.  LouU  tnd  X.mphl; 

WACO 


Traffic  Representatives: 
C.  M.  Fish, 
Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman, 
Asst.  Traffic  Manager, 

Laredo,  Texas 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fish, 

Foreign  Freight  Agent, 
916  Chemical  Building, 

St.  Louis,  Mo. 

Mr.  Shipper: 

Have  you  been 
furnished  with  authentic 
information  as  to  the  proper 


procedure  in  making 

SHIPPERS  ORDER 
SHIPMENTS  TO  MEXICO; 


r/co 


Hand  McNillj  &  Co. 


if  not,  just  drop  us  a  line  and  afford  us  the  pleasure 
of  giving  you  a  complete  explanation.  By  so  doing 
it  will  give  us  the  opportunity  of  placing  your  name 
on  our  mailing  list  that  you  may  be  advised  of  any 
future  changes,  or  modifications  brought  about  by  improved  cond;tions  in  Mexico. 

Due  to  our  close  proximity  to  that  Country  and  being  in  personal  touch  with  the  Customs  Brokers  at  this 
important  Gateway  we  know  we  can  supply  information  that  will  be  of  inestimable  value  to  you.  We  will  con- 
fine such  information  to  facts  gathered  by  personal  contact  and  observation  and  will  reflect  the  true  conditions 
in  a  general  way. 

Have  you  ever  considered  the  advantages  of  carrying  a  stock  of  goods  on  hand  at  Laredo,  Texas,  for  prompt  distribution 
to  any  point  in  Mexico;  having  your  stock  so  arranged  that  a  comprehensive  display  can  be  made  to  your  customers  ? 

Our  line  is  so  situated  that  we  can  offer  you  attractive  warehouse  or  industrial  sites,  conveniently  located.  Sites  can  be 
sold  to  you  outright  or  leased  for  a  long  period  of  time  at  remarkably  low  rental. 

C.  M.  FISH,  Traffic  Manager. 
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struction  of  bridges,   tunnels   or   other   features   of  railroad   operation 
that  entails  other  than  normal  cost.  . 

Therefore,  your  petitioner  believes  that  the  tariff  in  question  has 
not   been  justified   by   the   carriers   and  urges   that   Supplement 
N    T    N    H.  &  H.  R.  R.  Co.  I.  C.  C.  F1820  be  suspended  and  that  the 
carriers  be  required  to  justify  the  proposed  changes  before  your  hon- 
orable body  permits  same  to  become  effective. 

COAL  RATES  ON  D.  T.  &  I. 

The  Traffic   World   Washington  Bureau 

At  the  recent  hearing  of  I.  and  S.  1381,  coal  rates  from  De- 
troit, Toledo  &  Ironton  mines,  before  Chief  Examiner  Quirk,  for 
the  consideration  of  the  schedules  in  which  Henry  Ford  seeks 
to  reduce  the  rates  on  coal,  General  Freight  Agent  Hochstedler 
stated  that  the  tariffs  under  suspension  would  affect  but  3% 
per  cent  of  the  coal  tonnage  handled  by  the  Detroit,  Toledo  & 
Ironton;  that  the  reduction  was  proposed  in  line  with  the  gen- 
eral policy  of  the  Ford  road  to  reduce  all  rates  and  not  with 
respect  to  any  particular  object  as  to  coal  rates;  and  that  the 
D.  T.  &  I.  expected  the  Commission  to  suspend  the  coal  rates 
because  of  the  fact  that  it  had  theretofore  fixed  differentials  be- 
tween Ohio  mines  and  mines  in  West  Virginia  and  Kentucky. 

Hochstedler  admitted  on  cross  examination  that,  from  the 
standpoint  of  a  proper  rate  relationship,  it  would  be  hard  to 
justify  reduced  rates  from  D.  T.  &  I.  mines  unless  the  other 
railroads  in  this  territory  were  able  to  make  similar  reductions. 
He  gave  it  as  his  opinion,  however,  that  if  the  other  railroads 
were  operated  as  efficiently  as  the  D.  T.  &  I.  they  could  make 
similar  reductions.  Upon  further  cross  examination  Hochstedler 
admitted  that  he  knew  nothing  of  the  financial  conditions  or  the 
traffic  conditions  of  the  other  railroads. 

Wilbur  LaRoe,  representing  protestants  from  West  Virginia 
mines,  asked  Hochstedler  whether,  when  authorizing  the  reduced 
rates  on  coal,  Henry  Ford  gave  consideration  to  the  financial 
condition  of  other  railroads.  Hochstedler  said  he  could  not 
answer  that  question,  whereupon  LaRoe  asked  that  Ford  be  sub- 
poenaed. Chief  Examiner  Quirk  declined  to  issue  the  subpoena 
because  he  said  in  his  judgment  it  was  not  material  for  the  pur- 
pose of  this  case  whether  Ford,  in  proposing  the  rates  under 
suspension,  gave  consideration  to  the  financial  condition  of  other 
railroads.  LaRoe  insisted  that  Ford  was  the  only  man  who  could 
throw  light  upon  the  influences  which  caused  the  reduction.  In 
response,  Chief  Examiner  Quirk  said  that  while  the  Commis- 
sion ordinarily  issued  a  subpoena,  as  distinguished  from  a  sub- 
poena duces  tecum,  as  a  matter  of  course,  it  had  the  right  to  be 
convinced  before  it  issued  a  subpoena  that  the  information  de- 
sired of  the  party  to  be  subpoenaed  was  necessary  and  pertinent 
to  a  determination  of  the  case  at  issue. 

Quirk  expressed  the  view  that,  however  desirable  it  might 
be  to  have  the  testimony  of  Henry  Ford  because  of  the  general 
interest  it  might  contain,  it  was  not  shown  that  the  information 
LaRoe  desired  of  him  was  necessary  or  pertinent  to  a  determina- 
tion of  the  question  whether  the  reduced  rates  under  suspension 
were  justified.  LaRoe  said  that  by  asking  Ford  several  ques- 
tions he  had  in  mind  he  hoped  to  show  that  Ford  did  not  know 
enough  about  railroad  matters  to  be  in  position  to  judge  whether 
a  rate  should  be  reduced  or  increased. 

As  to  this  Quirk  suggested  that  even  if  LaRoe  succeeded  in 
showing  Ford's  lack  of  railroad  knowledge,  the  Commission 
would  not  be  helped  by  such  lack  of  knowledge  and  it  would  still 
have  to  decide  the  propriety  of  the  reduced  rates  under  suspen- 
sion, after  which  LaRoe  withdrew  his  request  for  a  subpoena. 


IRON  ORE  RATES 

The  Traffic  World  Washington  Bureau 

Eastern  carriers  have  begun  considering  what  they  shall  do 
about  iron  ore  rates,  reduced  October  18  to  the  level  in  existence 
on  August  25,  1920,  which  expire  by  limitation  the  last  day  of 
the  year.  As  part  of  their  plans  on  that  subject  they  called 
a  conference  in  New  York  this  week,  to  be  attended  by  the 
representatives  of  the  iron  and  steel  industry. 

Under  the  tariffs  effective  October  18  the  old  rates  are  due 
to  be  restored  on  January  1,  to  the  level  prescribed  in  Ex  Parte 
74.  The  tariffs  were  filed,  carrying  a  limitation  to  December  31, 
and  restoring  the  old  rates,  on  short  notice  as  granted  by  the 
Commission. 

Since  the  operative  date  of  the  ore  tariffs,  the  lake  front 
furnace  interests  have  made  an  emphatic  protest  against  what 
they  call  the  intolerable  discrimination  against  them  caused  by 
the  reduction  of  ore  rates,  which  inures  to  the  benefit  of  the 
interior  furnaces  but  gives  the  furnaces  on  the  lake  front  none 
whatever,  because  the  reduction  applies  only  on  the  railroads 
that  carry  the  ore  from  the  lower  lake  ports,  without  correspond- 
ing reductions  in  rates  on  coal  and  coke.  In  their  conference 
with  the  carriers,  the  lake  front  furnace  people  made  such  a 
strong  prima  facie  showing  of  disadvantage,  that  the  carriers 
made  a  particular  effort  to  see  that  word  of  the  conference  on 
ore  rates  should  reach  them,  so  they  could  get  their  views  on 
the  subject  of  ore  rates  on  January  1  before  the  traffic  execu- 
tives who  were  to  be  the  chief  railroad  men  in  the  conference. 

Unofficially  the  question  has  been  raised  as  to  what  the 
Commission  can  do  with  the  ore  tariffs  now  in  effect  in  the 


event  the  railroads  should  come  to  the  conclusion  that  the 
higher  rates  should  be  restored  with  the  beginning  of  the  new 
year.  The  tariffs,  carrying  the  note  that  the  old  rates  will  be 
restored  on  January  1,  are  in  effect.  If  the  Commission  can- 
not do  anything  about  the  matter,  and  the  railroads  decline  to 
make  any  change,  the  old  rates  will  come  back  because  there 
is  nothing  ambiguous  about  the  language.  The  Commission 
approved  the  tariffs,  at  least  to  the  extent  of  allowing  them  to 
go  to  its  files  with  the  language  which,  if  nothing  is  done,  will 
bring  back  the  rates  in  effect  prior  to  the  reduction. 

The  Commission  has  dealt  with  a  somewhat  similar  situa- 
tion. Just  before  the  government  relinquished  control  of  the 
railroads,  in  the  spring  of  1920,  the  Railroad  Administration 
filed  tariffs  saying  that  the  combination  rule  would  be  abro- 
gated, June  30.  The  Commission  interpreted  that  not  as  a  can- 
cellation tariff  but  as  mere  notice  of  an  intention  to  file  a  tariff. 
It  is  believed  that,  if  no  agreement  is  reached  before  the  end  of 
December,  the  Commission  will  treat  the  notice  that  the  old 
rates  will  be  restored  on  January  1,  as  separate  tariffs  subject 
to  protest  and  suspension  just  as  if  new  schedules,  in  a  physical 
sense,  had  been  tendered  to  become  operative  on  January  1. 

In  the  event  the  Commission  should  not  take  that  view,  the 
railroads  could  always  put  it  beyond  the  power  of  the  Com- 
mission to  suspend  the  restoration  of  high  rates  by  the  simple 
device  of  giving  reduced  rates  effect  only  during  a  specified  time. 
On  account  of  the  drive  for  lower  rates,  the  point  is  believed 
to  be  of  more  than  ordinary  importance.  The  carriers  could 
maEe  reduction  limited  to  specified  dates  and  if  the  Commission 
in  that  way  could  be  divested  of  power  to  suspend  increases, 
they  would  acquire  control  over  rates  such  as  they  have  not 
had  for  many  years.  The  fact  that  the  Commission  allowed 
the  ore  tariffs  to  become  operative,  it  has  been  pointed  out,  does 
not  constitute  a  bargain  between  them  and  the  Commission, 
because  there  is  no  authority  under  which  the  Commission  could 
close  the  door,  in  that  way,  to  protests  and  formal  complaints. 

CLAYTON   ACT  AMENDMENT 

The  Traffic  World  Washington  Bureau 

Senator  Watson  of  Indiana  has  introduced  a  bill  (S.  2715) 
amending  section  1  of  the  Clayton  anti-trust  act  to  provide  that 
"after  two  years  from  the  approval  of  this  act  no  common  car- 
rier engaged  in  commerce  shall  have  any  dealings  in  securities 
with  another  corporation,  firm,  partnership  or  association  when 
the  said  common  carrier  shall  have  upon  its  board  of  directors 
or  as  its  president,  manager,  or  as  its  purchasing  or  selling 
officer,  or  agent  in  the  particular  transaction,  any  person  who 
is  at  the  same  time  a  director,  manager,  or  purchasing  or  selling 
officer  of,  or  who  has  any  substantial  interest  in,  such  other 
corporation,  firm,  partnership,  or  association,  unless  and  except 
such  dealings  shall  be  with  the  bidder  whose  bid  is  the  most 
favorable  to  such  common  carrier,  to  be  ascertained  by  com- 
petitive bidding  under  regulations  to  be  prescribed  by  rule  or 
otherwise  by  the  Interstate  Commerce  Commission." 

The  bill  is  much  along  the  lines  of  proposed  modification 
of  section  10  with  regard  to  the  purchase  of  supplies.  It  pro- 
vides for  reports  to  the  Commission  and  penalties  for  violation 
of  the  provisions.  The  attempt  to  have  section  10  modified 
with  respect  to  supplies  apparently  has  been  abandoned. 


DAMAGE    FOR    DECLINE    IN    VALUE    OF   GOODS 

Judge  John  Hoyer,  sitting  in  the  first  district  of  the  Munici- 
pal Court  of  New  York,  recently  handed  down  a  judgment  for 
the  plaintiff,  B.  Lissberger  &  Co.,  for  approximately  $1,200,  on 
account  of  damage  suffered  from  the  decline  in  market  value  of 
certain  material  which  was  held  by  the  Bush  Terminal  Railroad 
in  its  yard  at  Bush  Terminal  an  unreasonable  length  of  time 
in  1916.  It  was  alleged  that  the  defendant  company  held  the  car 
in  its  yard  and  advised  the  plaintiff  that  it  had  not  arrived.  The 
war  came  and  the  matter  was  dropped. 

No  claim  was  filed  within  six  months  after  delivery  of  the 
shipment,  and  suit  was  not  instituted  within  two  years  and  one 
day.  Altny,  Van  Gordon  and  Evans,  representing  the  plaintiff, 
contended  that  the  delay  was  the  result  of  negligence  and  that, 
therefore,  only  the  state  statute  of  limitations  could  affect  the 
claim. 


ANOTHER  KING  BILL 

Senator  King  of  Utah  has  introduced  another  bill  (S.  2741) 
to  "fix  the  standard  of  work  and  duty  for  common  carriers  and 
to  establish  uniform  car  rates  and  class  rates  for  the  trans- 
portation of  freight  by  common  carriers  in  commerce  between 
the  states."  A  similar  measure  was  introduced  by  him  last 
spring,  but  no.  action  has  been  taken  on  it. 


PERCENTAGE  OF  BAD  ORDER  CARS 
Out  of  a  total  of  2,295,777  freight  cars  on  line  on  November 
1,  345,201  or  15  per  cent  were  in  bad  order,  as  compared  with 
354,996  or  15.5  per  cent  on  October  15,  according  to  compilations 
made  from  carriers'  reports  by  the  car  service  division  of  the 
American  Railway  Association. 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch.,  in  all  Principal  Citi««  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 

and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


TheKansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


KANSAS^ 

r.    *     if 


-o  u:  R  i 


PITTSBURG 


NEOSHO 

ELK/SPRINGS    _ 
SULPHUR    SPRINGS 
ODSILOAM    SPRINGS 


^flWESTVILLE 


Muskoqee 

Oklahoma  SPIRO 

Cit 


PANAMA 

POINT 


DE  ftUEEN 
HORATIO  K 

Ho 


•JTEXARKANA 

ctym 

CAbDO 
OIUCITV 
MOORINGSPORT 
GAV5     CENTER 


i'LAKE 
CHARLES 


NEW 
RLEANS 


rt  Bolivar 

Gulf     of      Mexico 


Note  carefully  the  large  distributing  territory  we 
reach  and  the  service  we  are  offering  with  our  Three 
Fast  Through  Manifest  trains  leaving  Kansas  City 
each  day. 

Our  yard  equipment  of  32  switch  engines  at 
Kansas  City  insures  perfect  service  to  and  from 
connecting  lines. 

INCREASE  YOUR  BUSINESS 

BY  USING  THIS  LINE 

Short  Line  to  Mexia-Groesbeck  Oil  Fields 

ROUTE  YOUR  TRAFFIC  CARE 

The  Kansas  City  Southern  Ry. 

WE  WILL  DO  THE  REST 


H.  A.  WEAVER,  G.  F.  A. 

Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vico-Pre.. 
Kansas  City,  Mo. 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se'vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
Tr«mc  Burin  Corporation,  Colorado  Building,  Washington,  D.  C. 


Liability  of  Telegraph  Company  for  Negligence  in  the  Trans- 
mission of  Delivery  of  Messages 

Georgia. — Question:  We  understand  that  under  the  rules 
prescribed  by  the  Interstate  Commerce  Commission  the  liability 
of  telegraph  companies  for  errors  or  delays  is  the  actual  loss 
sustained,  but  not  to  exceed  $500  on  unrepeated  messages  or 
$5,000  on  repeated  messages.  The  Western  Union  Telegraph 
Company  on  June  22,  1921,  incorrectly  transmitted  a  message, 
causing  us  a  loss  of  over  $600,  and  we  amended  our  claim  to 
$500  under  the  ruling  of  the  Interstate  Commerce  Commission, 
as  we  understood  it,  but  they  have  declined  to  consider  same, 
stating  they  are  only  liable  for  the  actual  tolls  paid.  Will  you 
kindly  advise  us  if  our  understanding  of  the  Commission's  ruling 
is  correct  and  when  it  went  into  effect 

Answer:  Complying  with  the  Commission's  order  in  the 
case  of  Limitations  of  Liability  in  Transmitting  Telegrams,  61 
I.  C.  C.  541,  the  Western  Union  Telegraph  Company  filed  with 
the  Interstate  Commerce  Commission  Supplement  3  to  Tariff 
Book  64,  effective  July  13,  1921,  which  provides  in  part  as  fol- 
lows: "In  any  event  the  company  shall  not  be  liable  for  dam- 
ages for  mistakes  or  delays  in  the  transmission  or  delivery,  or 
for  non-delivery,  of  any  message  received  for  transmission  at 
the  unrepeated-message  rate  beyond  the  sum  of  five  hundred 
dollars;  nor  for  mistakes  or  delays  in  the  transmission  or  de- 
livery, or  for  non-delivery,  of  any  message  received  for  trans- 
mission at  the  repeated-message  rate  beyond  the  sum  of  five 
thousand  dollars,  unless  specifically  valued;  nor  in  any  case 
for  delays  arising  from  unavoidable  interruptions  in  the  work- 
ing of  its  lines;  nor  for  errors  in  cipher  or  obscure  messages." 

In  the  case  of  the  Western  Union  Telegraph  Co.  vs.  Esteve 
Bros.  &  Co.,  41  Supreme  Court  584,  the  Supreme  Court  of  the 
United  States  held  that  the  tariffs  of  a  telegraph  company,  on 
file  with  the  Interstate  Commerce  Commission,  govern  the  lia- 
bility of  the  telegraph  company,  even  though  the  sender  of  a 
message  has  no  knowledge  of  the  provisions  thereof.  Therefore, 
if,  in  the  instant  case,  the  message  was  interstate,  the  telegraph 
company  is  apparently  bound  by  the  provision  of  its  tariff,  on 
file  with  the  Commission,  which  is  quoted  above. 

Notice  of  Claim 

Delaware. — Question:  Who  is  liable  for  damages  covering  the 
following  shipment?  A  entered  into  contract  to  furnish  a  cer- 
tain quantity  of  material  to  B  at  a  delivered  price,  based  on 
the  freight  rate  at  the  time  of  shipment,  A  acting  only  as 
distributor.  A  car  was  shipped  by  the  manufacturer  to  B  at 
a  certain  point.  B's  representative  had  the  car  diverted  to 
another  point  of  delivery  for  the  same  consignee.  On  arrival 
of  the  car  B's  representative  refused  to  accept  the  car,  owing 
to  material  being  damaged  by  water  from  a  leaky  roof. 

The  railroad  company  accepted  liability  and  sold  the  ma- 
terial f.  o.  b.  destination.  Eight  months  after  the  date  of  the 
transaction  by  the  railroad  company  they  notified  the  shippers 
that  they  had  a  certain  amount  of  money,  secured  from  the 
sale  of  the  car  in  •  question  and  were  ready  to  make  refund. 

The  shippers  took  up  with  us,  and  we  in  turn  took  up  with 
B,  and  we  could  find  no  record  of  the  car  being  refused  by  B's 
representative  on  the  job.  Apparently  this  party  did  not  notify 
the  home  office  that  the  car  had  been  refused  The  carriers 
failed  to  notify  either  the  shipper,  A  or  B  in  writing. 

We  are  advised  that  the  consignee  will  make  a  claim  against 
the  railroad  company  in  the  regular  way.  However,  the  rail- 
road company  advises  a  representative  of  A  and  B's  that  the 
claim  could  not  be  allowed,  owing  to  the  fact  that  the  six 
months'  time  had  passed  for  making  claim,  and  they  are  only 
liable  for  the  actual  amount  which  they  secured  from  the  sale 
of  the  damaged  material.  We  claim  that  the  railroad  company 
is  at  fault,  as  they  should  have  notified  the  consignor  or  the 
consignee  of  the  material  being  refused  and  sold  by  them.  This 
would  have  given  the  consignor  or  the  consignee  an  opportunity 
to  make  claim. 

Answer:  The  decisions  of  the  courts,  in  general,  are  to  the 
effect  that,  unless  a  claim  or  notice  of  claim  is  filed  within 
the  period  of  time  specified  in  the  bill  of  lading,  namely,  within 
six  months  after  delivery,  or,  in  case  of  failure  to  deliver,  within 
six  months  after  a  reasonable  time  for  delivery  has  elapsed,  no 


recovery  can  be  had,  the  failure  to  file  such  claim  or  notice 
thereof  being  a  legal  defense  to  the  carrier. 

This  stipulation  in  the  bill  of  lading,  in  effect,  imposes  upon 
a  shipper  the  duty  of  determining  whether  or  not  a  shipment 
has  been  delivered  at  destination  and,  if  not,  the  further  duty 
of  filing  a  claim  or  notice  of  claim  within  the  six  months'  period 
prescribed  in  the  bill  of  lading 

The  Supreme  Court  of  the  United  States,  in  the  Blish  case, 
241  U.  S.  190,  held  that  a  stipulation  in  the  shipping  contract 
requiring  notice  of  loss  or  damage  cannot  be  waived,  and,  there- 
fore, unless  the  negotiations  with  the  railroad  company  which 
resulted,  as  you  state,  in  their  agreeing  to  accept  liability 
for  the  damage  were  such  as  to  constitute  notice  of  claim, 
the  claim  is  barred  under  the  provisions  of  the  bill  of  lading 
respecting  the  filing  of  a  claim  or  notice  thereof  within  a 
stipulated  period  of  time,  inasmuch  as  it  does  not  appear  from 
the  facts  given  that  the  shipper  could  not  have,  by  due  diligence, 
given  such  notice  to  the  carrier  within  the  specified  period  of 
time. 

Delay  in  Transportation — Damages  for 

Minnesota. — Question:  A  shipment  of  silo  fixtures  from  Ra- 
cine, Wis.,  to  Bigelow,  Minn.,  was  so  badly  delayed  in  transit 
that  it  was  necessary  that  a  duplicate  set  be  ordered,  which 
arrived  before  the  first  shipment.  On  arrival  of  the  first  ship- 
ment late  in  the  fall,  1919  (as  the  season  was  over),  consignees 
refused  shipment  and  olaced  claim  for  the  full  amount  of  invoice. 
Pressure  was  brought  to  bear  on  them  and  they  afterward 
accepted  this  shipment,  with  the  understanding  that  they  would 
do  so  providing  they  could  dispose  of  it.  The  shipment  con- 
sisted of  an  odd  and  seldom  called  for  set  of  fixtures.  They 
still  have  these  fixtures  on  hand  and  no  prospects  of  disposing 
of  same,  as  the  markets  for  this  season  are  through 

They  are  now  presented  with  a  storage  bill  amounting  to 
$133.43.  We  would  appreciate  very  much  your  advice  as  to 
their  standing  in  the  matter  as  to  whether  claim  can  be  opened 
up  and  settlement  insisted  upon  from  the  transportation  com- 
pany, as,  apparently,  the  fixtures  have  no  commercial  value. 

Answer:  As  a  general  rule,  a  consignee  of  freight  has  no 
right,  upon  arrival  at  its  destination,  to  refuse  to  accept  the 
goods  from  the  common  carrier  and  recover  for  their  full  value 
merely  because  of  the  delay  in  transportation,  unless  the  delay 
has  destroyed  the  value  of  the  goods  entirely  or  caused  what  is 
equivalent  to  a  total  loss. 

Delay  in  delivery  of  the  goods,  even  though  it  is  such  as  to 
render  the  carrier  liable,  does  not  constitute  conversion,  and 
the  person  entitled  to  the  goods  cannot,  on  that  account,  refuse 
to  receive  them  and  see  for  the  full,  value. 

The  goods  in  question  should,  therefore,  have  been  accepted 
and,  when  tendered  by  the  carrier,  if  they  had  a  value  at  that 
time,  and  claim  filed  for  the  difference  between  their  value 
when  tendered  and  their  value  at  the  time  they  should  have 
been  delivered  in  the  ordinary  course  of  transportation,  and  this 
is  the  measure  of  recovery,  unless,  as  stated,  the  goods  had  no 
value  when  tendered  by  the  carrier,  in  which  event  the  full 
value  thereof  may  be  recovered. 

Liability   of  Telegraph    Company   for   Negligence   in   the   Trans- 
mission or  Delivery  of  Messages 

California. — Question:  Referring  to  your  issue  of  Septem- 
ber 24,  Loss  and  Damage  Decisions,  pertaining  to  telegraph  and 
telephone  companies: 

It  seems  to  be  clearly  set  forth  that  a  telegraph  company 
cannot  relieve  itself  of  liability  in  instances  of  gross  negligence. 
We  had  a  claim  against  the  Western  Union  Telegraph  Company 
for  loss  incurred  by  reason  of  failure  to  deliver  a  telegram  con- 
tracting for  a  shipment  of  merchandise.  The  telegraph  com- 
pany, instead  of  delivering  the  telegram  in  the  regular  way, 
claimed  to  have  slipped  copy  under  the  door  of  the  addressee 
The  addressee  positively  states  that  the  telegram  was  not  re- 
ceived. 

The  telegraph  company  first  took  the  position  that  its  lia- 
bility is  limited  to  refund  of  transmission  toll,  which  refund 
was  proffered  and  refused.  A  second  refund  of  $50  was  prof- 
fered, which  it  claimed  represents  its  maximum  liability.  The 
company  stands  firmly  on  this  proffer,  claiming  that  the  decision 
of  the  Interstate  Commerce  Commission  will  not  permit  it  to 
accept  liability  for  any  greater  amount.  We  believe,  and  the 
references  in  the  issue  of  September  24  seem  to  bar  out  that 
belief,  that  no  provision  of  the  contract  will  relieve  the  company 
from  liability  for  gross  negligence  up  to  the  full  amount  of 
the  loss,  and  we  feel  that  the  failure  to  deliver  under  the  cir- 
cumstances shown  constitutes  gross  negligence. 

Answer:  It  is  true  that,  in  the  case  to  which  you  refer, 
namely,  Freschen  vs.  Western  Union  Telegraph  Co.,  189  N.  Y.  S. 
649,  the  New  York  court  held  that  a  telegraph  company  cannot, 
by  contract,  relieve  itself  from  the  consequences  of  its  wilful 
misconduct  or  gross  negligence  and  that  where  a  telegraph 
company's  failure  to  transmit  a  cable  message  is  not  shown  to 
have  been  due  to  mistake  in  transcribing  or  difficulty  in  trans- 
mitting, the  failure  constitutes  gross  negligence,  not  subject  to 
a  limitation  of  liability 

However,  the  decisions  of  the  state  courts  as  to  the  liability 
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BUSINESS  AND  LUMBER 

It  is  now  generally  predicted  that  the  long  hoped  for 
business  revival  and  building  activity  will  commence  in 
the  spring  of  1922.  In  the  Pacific  Northwest  this  will 
mean  that  the  saw  mills  will  be  overtaxed  cutting 
orders,  prices  will  jump  and  cars  will  be  scarce.  It  be- 
hooves then  the  wise  lumber  shipper  and  buyer  to  have 
as  much  as  possible  of  his  product  stored  at  tidewater 
before  this  movement  starts. 

The  PORT  OF  TACOMA  on  its  PIER  ONE  offers 
the  most  efficient  lumber  handling  and  storage  facilities 
on  the  Pacific  Coast. 

PORT  OF  TACOMA 

Tacoma,  Washington 


Ship  via  New  Bedford 

A  (MASS.) 

Southern  Gateway  to  New  England 


Full  co-operation  will  be  given  in 
developing   traffic   through   the  port. 
Market  and  business  data,  credit,  in- 
formation, etc.,  furnished  on  request. 
Write  to  any  of  the  following: 
David  Duff  &  Son  (Coal) 
Greene  &  Wood  (Lumber) 
Gunning  Boiler  &  Machine  Co. 
New  Bedford  Boiler  &  Machine  Co. 
New  Bedford  Storage  Warehouse  Co. 
Slocum  &  KiIburn(Mi"'fiepcptH«Ship) 


New  Bedford  Board  of  Commerce 


Most  Convenient  Port  on  New  England  Coast 

Big  Sheltered  Harbor — Mean  Depth  25  Feet 

Modern  Steel  and  Concrete  Pier  Facilities 

Big  Transit  Shed  and  Rail  Sidings  on  Pier 

Up-to-date  Freight  Handling  Equipment 

Supporting  Warehouse  Space  of    1,250,000  Square 
Feet,  Connected  with  Pier  by  Rail 

Served  by  N.  Y.,  N.  H.  &  H.  Railroad 
Direct  Daily  Boat  Service  to  New  York 

Direct  Steamer  Service  to  Lisbon,  Portugal, 
via  Azores  Islands 


Recognized  as  Chief  New  England  Storage  and  Distributing  Point  for  Cotton 

Located  as  Distributing  Point  for  New  Engiand  on  Coal, 
Lumber,  Fruit,  Etc. 
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of  telegraph  companies  are  not,  as  a  general  rule,  in  accord  with 
those  of  the  federal  courts,  including  the  Supreme  Court  of 
the  United  States  (see  Postal  Telegraph  &  Cable  Co.  vs.  Warren 
Godwon  Co.,  251  U.  S.  27),  and,  therefore,  while  in  the  Primrose 
case,  154  U.  S.  1,  it  was  said  that,  in  the  absence  of  wilful 
neglect  or  gross  negligence  a  limitation  of  liability  is  valid,  the 
tariffs  of  the  telegraph  companies  which  contain  the^ limitation 
of  liability  fixed  by  the  Commission,  in  its  opinion  in  Docket 
8917,  61  I.  C.  C.  541,  do  not  contain  any  provisions  which  make 
any  distinction  between  ordinary  and  gross  negligence  in  the 
determination  of  the  liability  of  the  telegraph  company  for  neg- 
ligence in  the  transmission  or  delivery  of  an  unrepeated  mes- 
sage, nor  is  it  certain  that,  in  the  absence  of  a  decision  of  the 
Supreme  Court  of  the  United  States  specifically  passing  upon 
the  question,  it  would  hold,  in  view  of  its  decision  in  Western 
Union  Telegraph  Co  vs.  Esteve  Brothers  &  Co.,  41  Sup.  Cr. 
584,  that,  at  the  present  time,  any  distinction  should  be  made 
between  ordinary  and  gross  negligence. 

Claim    for    Demurrage    Refund    on    Cars    Received    with    Frozen 

Contents 

Ohio. — Question:  The  question  has  come  up  relative  to  car 
service  on  cars  arriving  in  a  frozen  condition.  We  had  a  large 
number  of  cars  on  which  constructive  notice  was  served  during 
the  month  of  March,  1920. 

The  cars  were  constructively  placed  March  4,  at  7  a.  m., 
but  were  not  actually  placed  until  March  9,  at  7  a.  m.  When 
the  cars  were  actually  placed  we  notified  the  railroad  company 
that  the  contents  of  cars  were  frozen,  and  would  make  every 
effort  to  unload  the  cars,  by  using  heating  processes.  The  rail- 
road company  claims  that,  inasmuch  as  the  free  time  expired 
under  the  constructive  notice  date,  March  4,  we  are  responsible 
for  the  car  service  for  the  entire  time  up  to  time  unloaded. 

Our  contention  is  that  we  are  responsible  for  car  service 
only  from  the  time  the  cars  were  constructively  placed,  March 
4,  up  until  March  9,  when  actually  placed,  but  after  that  date, 
inasmuch  as  we  notified  them  of  the  frozen  condition  of  the 
cars  on  March  9,  we  should  not  be  responsible  for  the  car  serv- 
ice, as  we  were  unable  to  unload  them,  while  under  constructive 
notice  we  could  do  nothing  to  help  loosen  the  frozen  condition. 
Kindly  let  us  have  the  legal  ruling  in  regard  to  the  matter.  We 
work  under  average  agreement. 

Answer:  Rule  8,  section  2,  paragraph  2,  Fairbanks'  Demur- 
rage Tariff  I.  C.  C.  4,  in  effect  during  March,  1920,  provides 
that  the  total  time  spent  in  heating,  thawing,  or  loosening  and 
removing  the  frozen  contents  of  a  car  will  be  considered  as 
"free"  time,  if  the  lading  was  frozen  in  transit  so  as  to  require 
for  than  fortv-eight  hours  to  remove  it  from  the  car. 

This  allowance  is  not  to  be  made  if  cars  were  in  condition 
to  unload  when  tendered  to  consignee.  Furthermore,  the  con- 
signee does  not  receive  this  allowance  unless  he  reports  the 
frozen  condition  to  carrier's,  agent  during  the  prescribed  free 
time. 

Rule   2,   section   A,    prescribes   an   allowance   of   forty-eight 


hours'  free  time  for  unloading,  and  rule  3,  section  D,  provides 
time  will  be  computed  from  the  first  7  a.  m.  after  actual  or 
constructive  placement.  Apparently,  you  did  not  claim  your 
extra  allowance  when  you  should,  and  during  the  reporting 
time  required  by  the  tariff  rule,  because  your  free  time  com- 
menced to  run  at  7  a.  m.,  March  4,  whereas  you  reported  con- 
dition of  car  on  March  9. 

In  making  the  allowance  for  frozen  condition  of  the  con- 
tents, when  tendering  for  delivery,  the  carrier  is  entitled  to 
satisfy  itself  that  the  goods  are  in  reality  frozen  when  offered 
consignee,  and  as  a  condition  precedent  to  making  this  allow- 
ance depends  upon  and  requires  the  consignee  to  report  the 
condition  of  the  cars'  during  the  delivery  period — (free  time). 
Any  other  time  for  reporting  the  frozen  condition  of  the  cars 
would  operate  to  defeat  the  carrier  from  satisfying  Itself  that 
the  freezing  occurred  while  cars  were  in  transit,  and  would 
enable  a  consignee  to  claim  and  perhaps  secure  demurrage 
exemption  on  cars  which  froze  up  after  the  expiration  of  free 
time,  which  is  not  the  fundamental  purpose  of  the  rule.  There 
is  no  exemption  of  this  sort  after  free  time  has  expired,  and 
the  cars  are  being  detained  by  consignee  under  either  actual 
or  constructive  placement.  See  the  Commission's  opinion  in 
Docket  11274,  Wharton  Steel  Co.  vs.  Director-General  et  al.,  59 
I.  C.  C.  613. 

All-Rail  vs.  Rail-and-Water  Routing 

Arkansas. — Question:  Beg  to  advise  that  I  have  filed  small 
claim  with  carrier  endeavoring  to  collect  difference  in  rate  for 
shipments  moving  between  New  York  City  and  Arkansas  points 
which  were  not  routed  by  shipper,  carrier  handling  all-rail. 

Claim  has  been  declined  account  no  routing  shown  on  lading, 
claiming  carrier  is  not  responsible  for  lowest  rate  unless  ship- 
ment routed  by  shipper. 

Would  like  to  ask  if  carrier  is  compelled  to  protect  lowest 
rates  when  shipments  are  unrouted,  that  is,  the  water-and-rail 
rate  being  less  than  all-rail. 

Answer:  In  Unreported  Opinion  381,  Getty  Hirsch  vs.  Erie 
R.  R.  et  al.,  the  Commission  said  that,  if  a  shipper  desires  to 
route  his  shipment  to  move  via  a  water-and-rail  route  that  is 
cheaper  than  the  all-rail  route,  he  must,  in  delivering  it  to  an 
initial  carrier,  specify  such  routing;  otherwise  it  is  understood 
that  the  shipment  is  to  move  via  an  all-rail  route,  but  stated 
in  Conference  Ruling  No.  190  that  the  agent  of  the  carrier  shall 
secure  from  the  shipper  a  designation  of  the  class  of  routing 
he  desires. 

If  it  is  the  duty  of  the  carrier's  agent  to  secure  routing 
instructions  from  the  shipper,  there  cannot,  unless  the  shipper 
refuses  to  designate  the  route,  be  an  absence  of  routing  in- 
structions. It  seems  to  us,  therefore,  that  the  carrier  should 
be  held  liable  for  misrouting  if  he  fails  to  secure  a  designation 
of  the  route  from  the  shipper  and  forwards  the  shipment  via  an 
all-rail  route  via  which  .route  the  charges  are  higher  than  via  an 
available  rail-and-water  route. 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


A  CORRECTION 


Editor  The  Traffic  World: 

I  note  in  your  issue  of  November  12,  page  998,  in  reporting 
an  oral  argument  which  I  made  before  the  Interstate  Commerce 
Commission,  you  state  that  in  one  month  in  1918  the  mortality 
during  transportation  was  so  great  that  if  the  animals  had  been 
converted  into  meat,  eighteen  million  pounds  would  have  been 
added  to  the  stock  of  food.  This  is  in  error.  My  statement 
was  as  follows: 

From  January  1,  1918.  to  February  1,  1919,  the  number  of  animals 
which  arrived  dead  at  the  eleven  leading  markets  was  so  great  that  it 
dressed  they  would  have  supplied  eighteen  million,  seven  hundred 
thousand  pounds  of  meat. 

You  will  note  that  this  is  a  period  of  thirteen  months,  and 
not  one  month. 

R.  A.  Zwemer,  Traffic  Manager, 
Sioux  City  Live  Stock  Exchange. 
Sioux  City,  la.,  Nov.  14,  1921. 


THE  MISSISSIPPI  BARGE  LINE 

Editor  The  Traffic  World: 

Usually  I  commend  your  editorials  and,  in  certain  cases,  do 
not  altogether  agree  with  you,  but  at  all  times  I  have  felt  that 


you  had  full  command  and  a  thorough  knowledge  of  the  subjects 
which  you  were  discussing. 

Your  editorial,  however,  in  the  November  12  issue  of  The 
Traffic  World,  relating  to  the  report  of  the  committee  on  inland 
waterways  of  the  National  Industrial  Traffic  League,  on  the 
Mississippi-Warrior  barge  line  service,  seems  to  indicate  to  me 
very  clearly  that  you  have  attempted  to  handle  a  subject  on 
which  you  are  not  thoroughly  informed. 

In  the  first  place,  the  resolutions  presented  to  the  League 
and  adopted  are  not  as  cloudy  as  to  the  language  or  Intent  con- 
tained therein.  We  do  not  want  continued  government  control 
or  operation  of  these  facilities,  and  if  the  time  were  opportune 
I  for  one  should  advocate  the  relinquishment  of  the  same  by 
the  government  right  now.  It  is  thought  wise,  however,  by 
those  who  have  given  the  subject  much  study,  to  continue  these 
facilities  and  their  development  in  the  hands  of  the  government 
until  general  conditions  become  more  stable  and  private  hands 
may  be  found  who  will  be  willing  and  able  to  take  them  over. 
The  government  has  put  its  hand  to  the  plow;  let  it  not  draw 
back  until  the  end  of  the  furrow  is  reached. 

Now,  as  to  taxing  the  whole  country  for  the  benefit  of  a 
few — this  statement  sounds  rather  absurd  to  me,  and  if  you 
had  investigated  the  financial  status  of  the  line,  how  its  develop- 
ment is  progressing  along  these  lines,  and  what  showing  it  is 
making  financially,  you  would  not  have  made  It. 
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GuUport  Harbor,  Gullport,  Mississippi 


Gulfport,  Mississippi,  holds  the  record  for  exporting  the  greatest  combined  quantity 
of  Yellow  Pine  and  Hardwood  Lumber  of  any  port  in  the  United  States. 

High  records  of  worthy  achievements  are  not  made  without  good  reasons. 

ON  EXPORT  LUMBER,  GULFPORT  HAS: 


No  wharfage  charges. 

No  handling  charges  on  lumber  and  articles 

taking  lumber  rates. 
No  charges  for  storage  in  open  storage  yards. 


No  handling  from  cars  to  shipside.  Each 
car  is  placed  alongside  ship  with  con- 
tents in  reach  of  ship's  tackle,  avoiding 
breakage,  shortage  and  defacement. 


Nearly  two  miles  of  modern  docks  with  rail  service  at  every  berth. 

AN  ECONOMICAL  PORT 

Served  by  the 

GULF  AND  SHIP  ISLAND  RAILROAD 

Inquiries  as  to  the  advantages  of  this  port  are  solicited. 


T.  E.  Harris,  Traffic  Manager 

Gulf  and  Ship  Island   Railroad 


Gulfport,    Mississippi 
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In  addition  to  this  line  being  used  directly  by  a  goodly 
section  of  the  United  States,  consider  the  value  of  a  facility 
of  this  magnitude  in  time  of  car  shortage,  in  relieving  the 
railroad  transportation  system,  and  releasing  cars  for  service 
in  all  parts  of  the  country.  We  passed  through  such  a  period 
a  year  ago  and,  if  I  mistake  not,  are  approaching  another;  and 
for  every  bargeload  of  freight  carried  on  the  Mississippi  River 
from  fifty  to  one  hundred  freight  cars  are  released  for  service- 
perhaps,  in  New  England,  on  the  Pacific  coast,  in  the  South- 
west, or  wherever  they  may  be  most  needed.  The  facts  in  this 
case  do  not  bear  out  any  charge  of  sectionalism  or  of  taxing 
one  part  of  the  country  for  a  benefit  received  entirely  by 
another. 

R.  M.  Field,  Manager  Traffic  Department, 
Peoria  Association  of  Commerce. 

Peoria,  111.,  Nov.  14,  1921. 


Editor  The  Traffic  World: 

In  your  editorial  entitled  "The  Barge  Line  Service"  in  The 
Traffic  World  for  November  12  the  statement  is  made  that  it 
is  an  injustice  to  make  the  whole  country  pay  in  taxation  for 
the  transportation  benefits  received  by  only  part  of  the  country. 

It  may  be  surprising  to  a  great  many  people  to  learn  that 
the  tax  payers  are  receiving  a  profit  from  the  government 
operation  of  this  barge  line;  that  not  a  small  part  of  the  coun- 
try is  receiving  the  benefits  of  the  operation,  but  a  very  large 
part  of  the  country,  and  if  the  barge  line  is  permitted  to  com- 
plete its  demonstration  of  the  feasibility  and  economy  of  inland 
water  transportation,  the  whole  country  will  eventually  profit 
by  extension  of  inland  waterway  transportation  throughout  the 
United  States. 

The  barge  line  in  the  five  months  (April  to  August,  inclusive) 
of  this  year  has 

1.  Carried  211.512  tons  of  merchandise  at  a  saving  to  the   public 
of  20  per  cent   in   freight   rates,    conservatively   estimated   at   $170,000. 

2.  Paid  its  operating  costs  and  maintained  its  plants. 

3.  Set  aside  a   reserve  of  $153,682.23   to   retire   the   government's 
investment. 

4.  Earned  in   addition   $93,172.13,    or  approximately   3  per  cent  on 
the  book  value  of  the  investment  of  $8,000,000: 

The  barge  line  has  the  distinction  of  being  the  only  govern- 
ment war  venture  that  is  earning  a  profit,  and  can  in  no  way 
be  compared  to  operation  of  the  Shipping  Board. 

It  may  be  of  interest  to  know  that  a  very  wide  territory 
benefits  by  the  operation  of  the  barge  line;  points  hundreds  of 
miles  from  the  Mississippi  River  enjoy  the  water  transportation, 
there  being  joint  rail  and  water  rates  in  a  very  wide  area.  The 
city  of  Chicago,  300  miles  from  the  nearest  terminal  of  the  barge 
line,  furnishes  more  freight  than  any  point  on  the  line. 

This  rail  and  water  rate  structure,  while  extensive,  has  not 
been  extended  as  it  will  be  and  must  be  before  the  barge  line 
is  sold  to  private  interests.  The  extension  of  the  arrangement 
for  joint  rates  and  divisions  between  the  barge  line  and  the  rail- 
roads is  a  matter  of  negotiation  now  before  the  Interstate 
Commerce  Commission.  The  completion  of  this  rate  structure 
and  the  completion  of  docks,  now  under  construction,  must  be 
accomplished  before  the  barge  line  is  turned  over  to  private 
operation.  After  these  things  are  completed  a  period  of  time 
must  elapse  for  a  complete  demonstration  of  the  economy  of 
inland  waterway  transportation  before  the  barge  line  can  be 
sold  to  best  advantage  to  the  tax  payers. 

It  should  be  borne  in  mind  that  the  friends  of  the  barge  line 
do  not  consider  the  benefits  of  the  barge  line  as  being  confined 
to  the  cities  and  towns  along  the  river  bank  but  as  an  operation 
benefiting  the  territory  between  the  Alleghenies  and  the  Rockies. 
The  Mississippi  Valley  Association  has  been  successful  in  as- 
sisting in  building  up  this  line  principally  because  it  has  secured 
the  support  of  all  the  states  in  this  broad  territory.  The  U.  S. 
Department  of  Commerce  makes  the  statement  that  70  per  cent 
of  the  entire  exportations  of  the  United  States  originate  in  the 
Mississippi  Valley. 

The  barge  line  is  receiving  all  the  freight  it  can  handle, 
even  under  the  present  depressed  business  conditions,  handling 
it  at  a  substantial  differential  under  the  rail  rates,  and  making 
the  same  saving  in  cents  per  hundred  pounds  for  the  shippers 
hundreds  of  miles  inland,  as  for  the  shipper  on  the  banks  of  the 
river.  One  towboat  with  its  tow  of  six  or  eight  barges  handles 
as  much  freight  in  one  tow  as  could  all  the  old  steamboats  in 
Mark  Twain's  time  handle  at  one  time.  The  old  Mississippi 
steamboat  had  an  average  carrying  capacity  of  26  tons,  while 
the  present  equipment  of  the  federal  barge  line  handles  10,000 
tons  in  one  tow. 

The  Atlantic  Coast  has  enjoyed  water  transportation  for  a 
long  time,  but  keep  your  eye  on  water  transportation  in  the 
Mississippi  Valley  (I  mean  from  the  Alleghenies  to  the  Rockies), 
for  today  the  Port  of  Saint  Louis  enjoys  through  all-water  rates, 
published  and  in  effect,  from  Saint  Louis  to  San  Francisco,  and 
other  Pacific  Coast  ports. 

S.  W.  Allender, 

Traffic  Manager,  Monsanto  Chemical  Works. 
St.  Louis,  Nov.  16,  1921. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  wish  to  take  exception  to  article  in  The  Traffic  World  of 
November  5.  I  refer  to  an  article  by  A.  W.  Stebbins  of  Elmira, 
N.  Y.  The  writer  has  been  working  for  the  Southern  Pacific- 
Sunset  Lines  for  the  past  19  years,  and  fails  to  see  where  a 
rate  clerk  should  be  classed  as  a  common  criminal,  as  that  is  the 
inference  to  be  put  on  the  articles  referred  to. 

I  am  sure  that  there  are  few,  if  any,  clerks  in  the  employ 
of  the  transportation  companies  of  the  United  States  who  would 
wilfully  violate  any  law  of  the  United  States  or  the  Interstate 
Commerce  Commission.  On  the  contrary,  it  has  been  my  ex- 
perience that,  in  a  number  of  cases,  the  shippers  and  consignees 
would  have  an  employe  violate  western  classifications  and  tar- 
iffs, if  it  suited  the  ends  of  said  shippers  to  escape  paying  just 
and  legal  freight  charge. 

I  think  the  shoe  fits  the  other  foot,  and  the  shipper  or  con- 
signee should  be  made  to  pay  a  fine  for  trying  to  intimidate  an 
employe  by  taking  advantage  of  his  position  as  clerk  or  agent, 
as  it  is  well  and  generally  known  that  an  agent  or  clerk  will 
be  discharged  from  the  service  should  he  violate  the  rules  of 
the  railroad  company  or  the  Commission,  or  wilfully  or  other- 
wise do  anything  to  cause  friction  to  exist  between  the  railroad 
for  whom  he  works  and  the  public  that  he  serves.  The  laws 
covering  rates  are  plain.  Let  us  all  live  up  to  them.  In  that 
we  will  accord  that  same  mercy  that  we  would  expect,  should 
we  unintentionally  violate  any  just  law,  but  let  the  law  be  a  just 
one  in  all  cases. 

This  is  the  cause  of  the  present  financial  condition  of  the 
railroads,  in  a  great  many  cases,  as  the  laws  are  unjust  and 
the  railroads  are  left  no  alternative,  other  than  to  comply  with 
them.  Therefore  they  are  left  at  a  disadvantage,  both  with  the 
shipper  and  the  public.  Let  the  tariffs  be  so  simple  and  plain 
that  anyone  with  ordinary  intelligence  can  decipher  and  read 
them  and  analyze  their  intent. 

I  simply  ask  for  justice,  both  to  shippers  and  the  transporta- 
tion companies.  Let  the  Golden  Rule  we  have  read  so  much 
be  applied  in  a  practical  way. 

E.  D.  Peckhem,  Chief  Clerk,  M.  L.  T.  R.  R. 

Alexandria,  La.,  Nov.  10,  1921. 

VALUATION  REPORTS 

The  Commission  has  tentatively  declared  the  final  value  of 
the  Chicago,  Indianapolis  &  Louisville,  the  Indianapolis  &  Louis- 
ville and  the  Indiana  Stone  Railroad  Company,  as  of  June  30, 
1915.  The  tentative  final  value  of  the  Chicago,  Indianapolis  & 
Louisville  is  set  down  as  $27,370,223  for  the  property  owned 
and  used  for  common  carrier  purposes  and  $31,495,358  for  the 
property  owned  and  used,  and  the  property  used  but  not  owned, 
as  $31,495,358. 

The  final  value  of  the  property  of  the  Indianapolis  &  Louis- 
ville, controlled  and  used  by  the  C.  I.  &  L.  is  set  down  at  $1,900,- 
000,  consisting  wholly  of  property  owned  but  not  used  by  the 
proprietary  company  for  common  carrier  purposes. 

The  final  value  of  the  Indiana  Stone  Railroad  Company,  also 
a  part  of  the  C.  I.  &  L.,  is  set  down  at  $555,000,  consisting  of 
property  owned  but  not  used  by  owning  company,  for  common 
carrier  purposes. 

The  Tidewater  Oil  Company's  railroad,  known  as  the  East 
Jersey  and  Terminal  Railroad  Company,  the  tracks  of  which 
are  at  Bayonne,  N.  J.,  the  Commission  has  reported,  had  a  final 
value,  as  of  June  30,  1916,  of  $359,390. 

The  Commission  has  made  a  tentative  final  value  figure 
of  $10,509,027  of  the  property  used  by  the  Charleston  &  West- 
ern North  Carolina  Railway  Company,  as  of  June  30,  1915.  The 
value  of  the  property  owned  by  the  company  was  set  at  $10,- 
406,396  and  the  value  of  the  property  used  but  not  owned  at 
$106,931,  consisting  chiefly  of  property  leased  from  the  Augusta 
&  Summerville  Railroad  Company,  valued  at  $87,350. 

A  tentative  final  valuation  of  $349,237  has  been  fixed  by 
the  Commission  on  the  property  of  the  Baltimore  &  Sparrows 
Point  Railroad  Company  as  of  June  30,  1915.  The  road  extends 
from  Colgate  Creek,  Baltimore,  Md.,  to  Penwood  Park,  Md.,  a 
distance  of  5.46  miles,  of  which  3.74  miles  is  owned  and  1.72 
miles  leased  from  the  Maryland  Steel  Company.  With  yard 
tracks  and  sidings  the  company  owns  9.936  miles  of  track  and 
uses  13.297  miles. 


MOTION  TO   DISMISS 

The  Director-General  has  made  a  motion  to  dismiss  the  com- 
plaint in  No.  13149,  Pennsylvania  Power  &  Light  Co.  vs.  Director- 
General  et  al.,  on  the  ground  that  the  complainant  is  assignee 
of  the  shipper  in  contravention  of  section  3477  of  the  revised 
statutes,  and  that  the  claim  is  a  duplication  of  one  covered  by 
docket  11192. 


TELEPHONE  CONSOLIDATION 

In  a  joint  petition,  the  Chesapeake  &  Potomac  Telephone 
Company  of  West  Virginia  and  the  Ohio  Bell  Telephone  Com- 
pany have  asked  the  Commission  to  approve  of  the  sale  of  all 
the  telephone  property  and  other  assets  of  the  Chesapeake  & 
Potomac  located  within  Ohio  to  the  Ohio  Bell  company. 
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REVENUE  FREIGHT  LOADING 

The  Traffic  World  Washington  Bureau 

Due  to  a  seasonal  decrease  in  loadings  and  also  to  the  fact 
that  there  were  two  religious  holidays  in  the  period  involved, 
revenue  freight  loading  dropped  to  829,722  cars  in  the  week 
ended  November  5,  as  against  952,621  cars  in  the  preceding 
week,  a  decrease  of  122,899  cars,  according  to  the  weekly  compil- 
ation of  the  car  service  division  of  the  American  Railway  Asso- 
ciation. A  further  drop  is  expected  for  the  week  ended  Novem- 
ber 12,  because  of  election  day  on  November  8  and  Armistice 
Day  on  November  11. 

Officials  of  the  car  service  division  do  not  anticipate  any 
increase  in  loadings  in  the  last  weeks  of  1921  or  in  the  first  weeks 
of  1922.  In  other  words,  the  peak  of  loading  for  1921  has  been 
reached  and  from  now  on  the  number  of  cars  loaded  weekly 
will  show  reductions  as  compared  with  the  high  marks  in  recent 
weeks. 

In  the  weeks  of  1920  and  1919  corresponding  with  that  ending 
November  5,  the  total  loadings  were  915,615  cars  and  826,724 
respectively. 

Decreases  in  loading  of  all  commodities  were  shown  in  the 
week  ended  November  5,  as  compared  with  the  preceding  week. 
Loading  of  grain  and  grain  products  dropped  from  48,949  to  40,- 
921  cars;  live  stock  from  37,505  to  31,126  cars;  coal  from  207,693 
to  172,875  cars  (this  decrease  was  attributed  to  observance  of 
the  religious  holidays) ;  coke  from  7,339  to  6,739  cars;  forest  prod- 
ucts from  54,348  to  51,188  cars;  ore  from  18,209  to  10,979  (this 
decrease  also  was  attributed  largely  to  observance  of  the  re- 
ligious holidays) ;  merchandise,  L.  C.  L.,  from  239,656  to  234,770 
cars,  and  miscellaneous  from  338,922  to  281,124  cars. 

The  loading  by  districts  for  the  week  ended  November  5 
and  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,983  and  5,415; 
live  stock  3,189  and  3,148;  coal,  46,380  and  50,641;  coke,  2,274 
and  3,180;  forest  products,  4,793  and  6,963;  ore;  2,904  and  10,- 
752;  merchandise,  L.  C.  L,.,  65,129  and  47,948;  miscellaneous, 
78,533  and  89,467;  total,  1921,  213,095;  1920,  217,514;  1919,  199, 
981. 

Allegheny  district:  Grain  and  grain  products,  3,401  and 
2,594;  live  stock,  3,292  and  3,542;  coal,  48,582  and  61,147;  coke, 
2,692  and  7,104;  forest  products,  2,617  and  3,224;  ore,  4,221  and 
12,445;  merchandise,  L.  C.  L.,  48,192  and  39,058;  miscellaneous, 
54,814  and  64,397;  total,  1921,  167,811;  1920,  193,511;  1919,  175,- 
386. 

Pocahontas  district:  Grain  and  grain  products,  221  and  111; 
live  stock,  201  and  278;  coal,  22,580  and  21,004;  coke,  194 
and  857;  forest  products,  1,302  and  1,834;  ore,  9  and  181;  mer- 
chandise, L.  C.  L.,  5,617  and  5,037;  miscellaneous,  3,356  and 
4,237;  total,  1921,  33,480;  1920,  33,539;  1919,  33,247. 

Southern  district:  Grain  and  grain  (products,  3,137  and 
2,440;  live  stock,  1,973  and  2,760;  coal,  24,903  and  29,208; 
coke,  516  and  1,280;  forest  products,  16,476  and  17,545;  ore, 
511  and  2,575;  merchandise,  L.  C.  L.,  39,288  and  34,389;  miscel- 
laneous, 38,443  and  36,586;  total,  1921,  125,247;  1920  126,873;  1919, 
113,515. 

Northwestern  district:  Grain  and  grain  products,  11,048  and 
11,603;  live  stock,  8,285  and  8,027;  coal,  7,677  and  10,717; 
coke;  703  and  1,677;  forest  products,  11,802  and  13,866;  ore, 
1,871  and  37,166;  merchandise,  L.  C.  L.,  28,809  and  28,075;  mis- 
cellaneous, 34,509  and  36,822;  total,  1921,  104,704;  1920,  147,953 
1919,  131,397. 

Central  Western  district:  Grain  and  grain  products,  9,558 
and  10,196;  live  stock,  11,252  and  11,420;  coal,  17,696  and  23,- 
931;  coke,  209  and  536;  forest  products,  6,754  and  6,153;  ore, 
748  and  3,193;  merchandise,  L.  C.  L.,  31,805  and  29,978;  miscel- 
laneous, 44,357  and  46,620;  total,  1921,  122,379;  1920,  132,027; 
1919,  117,380. 

Southwestern   district:      Grain  and  grain  products,   3,663   and 


3,864;  live  stock,  2,934  and  2,138;  coal;  5,057  and  7,172;  coke, 
151  and  114;  forest  products,  7,444  and  7,212;  ore,  715  and  581; 
merchandise,  L.  C.  L.,  15,930  and  16,993;  miscellaneous,  27,112 
and  26,214;  total,  1921,  63,006;  1920,  64,288;  1919,  55,818. 

Total  all  roads:  Grain  and  grain  products,  40,921  and  36,223; 
live  stock,  31,126  and  31,313;  coal,  172,875  and  203,820;  coke, 
6739  and  14,748;  forest  products,  51,188  and  56,797;  ore,  10,979 
and  66,893;  merchandise,  L.  C.  L.,  234,770  and  201,478;  miscel- 
laneous, 281,124  and  304,343;  total,  1921,  829,722;  1920,  915,615; 
1919,  826,724. 

B.   &   A.   ABANDONMENT 

The  Bangor  &  Aroostook  has  filed  an  application  with  the 
Commission  seeking  authority  to  abandon  a  short  branch  at 
Brownville,  Me.  The  line  is  in  Piscataquis  county,  Maine.  There 
is  so  little  traffic  for  the  line  that  its  operation  is  not  justified, 
the  company  says. 

MONEY    FOR    ALASKAN    RAILROAD 

The  House  bill  authorizing  an  additional  appropriation  of 
$4,000,000  for  completing  the  Alaskan  Railroad  was  passed  by 
the  Senate,  November  14,  without  debate.  Before  the  House 
passed  the  bill  it  engaged  in  an  afternoon  of  debate  on  the 
advisability  of  spending  any  more  money  on  the  road. 


EXPORTATION    OF    FREIGHT   CARS 

Exports  of  freight  and  other  cars  for  steam  railways  show 
a  marked  reduction  thus  far  in  1921  as  compared  with  the  same 
period  in  1920,  according  to  E.  S.  Gregg,  chief  of  the  transporta- 
tion division  of  the  Department  of  Commerce.  In  1920,  he  said, 
a  monthly  average  of  1,791  cars,  valued  at  $3,058,953,  was  ex- 
ported, as  against  a  monthly  average  of  713  cars,  valued  at 
$1,141,335,  during  1921.  No  cars  of  this  description  were  ex- 
ported to'  France,  Poland  and  Danzig,  Italy  and  French  Africa 
in  1921,  which  accounts  in  great  measure,  he  said,  for  the  notice- 
able drop  in  the  figures.  To  these  countries  there  was  exported 
in  1920  railway  cars  of  all  kinds  numbering  12,070,  with  a  value 
of  $21,927,267.  Exports  of  cars  for  other  than  steam  railways, 
however,  show  a  large  increase  in  value  for  the  first  nine  months 
of  1921,  as  compared  even  with  the  full  12  months  of  1920,  the 
total  being  $5,090149  for  5,041  cars  for  the  former  period  as 
against  $3,603,194  for  6,440  cars  for  1920. 


FORT  WORTH   &   DENVER   CITY   BONDS 

Authority  to  extend  the  maturity  date  of  $8,176,000  of  first 
mortgage  bonds,  from  December  1,  1921,  to  December  1,  1961, 
with  interest  at  the  rate  of  5%  per  cent  per  annum,  has  been 
granted  by  the  Commission  to  the  Fort  Worth  &  Denver  City 
Railway  Company.  The  bonds  to  be  extended  now  bear  6  per 
cent  interest.  The  company  said  it  was  without  available  funds 
to  pay  the  bonds  at  maturity  and  that  the  most  economical 
plan  was  to  extend  them,  with  provisions  for  their  redemption 
on  nine  weeks'  notice  on  or  after  January  1,  1935,  with  pre- 
miums in  diminishing  amounts  from  5  to  1  per  cent  for  each 
successive  five-year  period  thereafter.  The  company  contem- 
plates, the  Commission  said,  making  an  arrangement  with  a 
syndicate  of  bankers  for  the  negotiation  of  the  extension  agree- 
ments with  the  present  holders  of  the  bonds.  In  connection 
with  the  extension  of  the  bonds,  the  Commission  said,  a  cash 
payment  will  be  made  to  the  holders  thereof,  the  amount  of 
which  will  be  determined  by  market  conditions  at  the  time  of 
the  extension.  The  company  said  that  the  cost  to  it  of  the 
extension  would  be  not  more  than  5.90  per  cent  of  the  par 
amount  of  the  bonds,  excluding  commission  not  to  exceed  3 
per  cent  thereof.  The  cost  to  the  company  on  this  basis  will 
be  approximately  6.306  per  cent  per  annum,  the  Commission 
said. 


Docket  of  the  Commission 


Note.    Items  in  the  Docket  marked  with  an  asterisk  (")  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 
November  21 — "Washington,  D.   C. — Examiner  McGrath: 
12497 — United  States  of  America  vs.  Director  General,  B.  &  O.  et  al. 
12497  (Sub  No.  1)— United  States  of  America  vs.  Wharton  &  North- 
ern, Director  General  et  al. 

November  21— Birmingham,  Ala.— Examiner  Woodrow: 
I2974 — Continental  Gin  Co.  vs.  Director  General. 
3076 — Lummus  Cotton  Gin  Co.  vs.  Director  General. 
13097 — Standard  Portland  cVment  Co.  vs.  Director  General. 
November  21— Salt  Lake  City,  Utah— Examiner  Pattison: 

13070 — In   the  matter  of   intrastate   rates   of  the  Am.   Ry.   Exp.   Co. 

between  points   in   the   state   of   Utah. 

13194 — Compani  de  Real  Del  Monte  Y  Pachuca  vs.  Director  General. 
November  21— Louisville,  Ky.— Examiner  Fuller: 
12713— The  Singer  Mfg.  Co.  vs.   111.  Cent,   et  al. 


12714 — The  Singer  Mfg.  Co.  vs.  Can.  Pac.  et  al. 

12715 — The  Singer  Mfg.  Co.  et  al.  vs.  Director  General,  C.  &  E.  I. 
et  al. 

12731— The  Singer  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L,.  et  al. 

12887 — National  Veneer  &  Panel  Manufacturers'  Assn.  et  al.  vs.  Ab- 
erdeen &  Rockflsh  et  al. 

November  21 — Kansas  City,  Mo. — Examiner  McQuillan: 
I.  and  S.  1415 — Grain  from  Iowa,  Minnesota  and  Missouri  to  Texar- 
kana,  Ark. -Tex. 

November  21— Boston,   Mass.— Examiner  Mattingly: 

12990 — Boston  Woven  Hose  &  Rubber  Co.  vs.  Director  General,  N.  Y. 
N.  II.  &  H.  et  nl. 

523 — American  Woolen  Co.  vs.  Director  General  and  Boston  &  Me. 
13027 — American  Woolen  Co.  vs.  Director  General,  B.  &  Me.  et  al. 
November  21— Chicago,   111.— Examiner  Hosmer: 
12955 — Huffman  Bros.  Motor  Co.  vs.  N.  Y.  C. 

12597— O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Ann  Arbor, 
et  al. 
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Interstate  Commerce  Commission 

Hearings 

CASES  OF  SPECIAL  INTEREST 


FOURTH  SECTION  APPLICATIONS  8835,  etc. 

(Trans-Continental  Commodity  Rates) 

These  applications  seek  relief  on  trans-continental  traffic  under  the  amended  Fourth  Section,  on 
account  of  competitive  conditions  created  by  movement  through  the  Panama  Canal.  Authority  is 
asked  to  maintain  lower  rates  between  Pacific  Coast  points,  Chicago,  New  Orleans,  New  York  and  defined 
territories,  than  to  intermediate  territory.  Hearings  begin  November  15th  at  Chicago,  and  continue  in 
Denver,  Helena,  Salt  Lake  City,  Boise,  Spokane,  Portland,  San  Francisco,  Reno,  Phoenix,  Atlanta,  New 
Orleans  and  New  York. 


The  following  commodities  are  involved: 

SUGAR 

Fourth  Section  Application  No.  8835  asks  for  authority 
to  continue  to  charge  rates  for  the  transportation  of  sugar, 
carloads,  from  Pacific  Coast  terminals  and  other  western 
points  to  Chicago,  111.,  which  are  lower  than  the  rates  con- 
temporaneously in  effect  on  like  traffic  to  Omaha,  Neb.,  and 
other  intermediate  points. 

GREEN  COFFEE 

Application  No.  11948  refers  to  green  coffee  (originat- 
ing in  South  America)  from  New  Orleans,  La.,  and  Gal- 
veston,  Texas,  to  Pacific  Coast  terminals. 

Application  No.  12094  refers  to  rates  on  green  coffee 
(originating  in  South  America)  from  New  York,  N.  Y., 
via  Southern  Pacific  Company. 

SISAL  AND  IXTLE 

Application  No.  11957  refers  to  rates  on  sisal  and  ixtle 
(originating  in  South  America  or  Mexico)  from  New  Or- 
leans and  Westwego,  La.,  Galveston,  Texas,  and  other 
Texas  ports  and  Mexican  gateways,  to  Pacific .  Coast  ter- 
minals. 


ASPHALT,  BEANS,  ETC. 

Application  No.  11895  refers  to  rates  on  asphalt,  beans, 
canned  goods,  dried  fruit,  etc.,  from  Pacific  Coast  terminals 
to  New  York,  N.  Y.,  via  the  Sunset  Gulf  Route  through 
Galveston,  Texas. 

VARIOUS  COMMODITIES 

(Consisting  of  iron  and  steel  articles,  structural  sheet, 
pipe  and  pipe  fittings,  boiler  flues,  etc.;  paints,  paper  bags, 
paper  articles,  railway  supplies,  rubber  articles,  soap,  sew- 
ing machines,  wire  rope,  etc.;  carpets,  drugs,  canned  goods, 
dry  goods,  etc.) 

Application  No.  12063  refers  to  rates  on  various  com- 
modities from  eastern  defined  territories  to  Pacific  Coast 
terminals. 

SULPHUR 

Application  No.  11940  refers  to  rates  on  sulphur  (not 
refined  or  manufactured)  in  carloads,  from  points  in 
Louisiana  and  Texas  to  Pacific  Coast  terminals. 


PORT  INVESTIGATION,  I.  C.  C.  DOCKET  12681 

Charges    for   Wharfage,    Handling,    Storage   and    Other  Accessorial  Services  at  South  Atlantic  and 

Gulf  Ports. 

Hearings  in  the  above  case  began  at  Norfolk,  Va.,  September  19th,  continued  at  various  ports,  and 
concluded  at  Galveston,  Texas,  October  12th. 

This  is  an  investigation  by  the  Commission  into  the  charges  of  carriers  for  the  services  men- 
tioned, the  nature  and  cost  of  such  services;  the  facilities  employed,  and  to  gather  information  as 
to  similar  charges,  costs,  services  and  facilities  of  water  terminals  not  owned,  controlled  or  operated 
by  the  carriers.  The  Commission  is  considering  the  propriety  of  absorption  of  terminal  charges  by  the 
carriers  and  is  endeavoring  to  ascertain  whether  any  ports,  shippers,  localities  or  descriptions  of 
service  are  unduly  prejudiced  or  preferred,  whether  the  proper  growth,  development,  construction  or 
improvement  of  terminal  facilities  are  unduly  restricted. 

Requests  for  the  STENOGRAPHERS'  MINUTES  in  these  and  all  other  I.  C.  C.  cases  should  be  directed  to 

OFFICIAL  REPORTERS,  INTERSTATE  COMMERCE  COMMISSION 

Woolworth  Building,  New  York  City 

The  State  Law  Reporting  Company,  Official  Reporters 
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12624 — O-So-Ezy  Products  Co.  et  al.  vs.  Director  General,  Abilene  & 

Southern  et  al.     Such  fourth  section  departures  as  may  exist. 
November  21 — Argument  at  Washington,   D.   C.: 

11512— Brundred  Bros.  vs.  Prairie  Pipe  Line  Co.  et  al. 

11631— Merchants'    Exchange   of   St.    Louis,    Mo.,    vs.    Director   Gen- 
eral, B.   &  O.   et  al. 

11871 — Lake   Charles   Rice   Milling   Co.   of  La.   et  al.   vs.   La.   West, 
et  al.     Portions  of  fourth   section  ap.   1618. 

12557 — Northern  West  Virginia  Coal  Operators'  Assn.  vs.  P.  &  L.  E. 
et  al. 

11658— Ezra  W.  Cooke  vs.  C.  B.  &  Q. 

November  21 — Denver,   Colo. — Examiner  Bisque: 
Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 

November  21 — Battle  Creek,  Mich. — Examiner  Shanafelt: 

13015— Kellogg  Toasted  Corn  Flake  Co.  vs.  A.  T.  &  S.  F.  et  al. 
November  22 — Bristol,  Tenn. — Examiner  Clarke: 

Finance  docket  1633 — In  re  application  of  Bristol  Telephone  Co.  et  al. 
November  22 — Washington,   D.  C. — Examiner  Gerry: 

13050 — The  Buckeye  Pipe  Line  Co.  vs.  B.  &  O.  et  al. 
November  22 — Kalamazoo,  Mich. — Examiner  Shanafelt: 
13100-;-R.   R.   Brenner  vs.   Director  General,   Chicago,   Kalamazoo   & 

Saginaw  Ry.  et  al. 
November  22 — Kansas  City,  Mo. — Examiner  McQuillan: 

I.  and  S.  1419 — Agricultural  implements  from  Missouri  River  points 

to  destinations  in  Kans.  and  Mo. 
November  22 — New  York,  N.  T. — Examiner  Flynn: 

I.  and  S.  1430 — Constructive  mileage  for  bridge  over  Hudson  River 

at  Poughkeepsie,  N.  T. 
November  22 — Chicago.  111. — Examiner  Hosmer: 

13003 — The  Loewenthal  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al. 
November  22 — Argument  at  Washington.  D.  C. : 
11881 — Krauss   Bros.    Lbr.    Co.    vs.    Director   General,    Ala.    &    Miss. 

et  al. 
11881  (Sub.  No.  1)— Krauss  Bros.  Lbr.  Co.  vs.  Director  General,  A.  T. 

&  N.  et  al. 
11570 — Chevrolet  Motor  Co.  of  California  vs.  Director  General,  A.  T. 

&  S.  F.  et  al. 
11528 — Abrasive  Co.   vs.   Director  General,   Grand  Trunk  of   Canada 

et  al. 

11235— D.  Nag-ase  &  Co.,  Ltd.,  vs.  Director  General,  N.  T.  C.  et  al. 
9294 — Portland    Traffic    and   Transp.    Assn.    vs.    S'ou.    Pac.    and    Di- 
rector General. 

9434 — Portland  Traffic  and  Transp.  Assn.  vs.   Sou.   Pac.  et  al. 
9472 — Medford   Commercial   Club   vs.    Sou.    Pac.    and   Director   Gen- 
eral. 

12830 — Klamath  County  Chamber  of  Commerce  vs.   Sou.   Pac. 
November  23 — Chicago.  111. — Examiner  Hosmer: 
13059 — American  Radiator  Co.  vs.  Director  General. 
13041 — Armour  &  Co.  vs.  Director  General. 
November  23 — Indianapolis,  Ind. — Public  Service  Commission: 

Finance  docket  1457 — In  re  application  of  C.  C.  C.  &  St.  L.  Ry.  Co. 
for  authority  and  for  a  certificate  of  public  convenience  and  neces- 
sity respecting  certain  of  its  lines  in  Indiana. 
November  23 — Meridian,  Miss. — Examiner  Woodrow: 

13037— Webb  Sumner  Oil  Mill  vs.  Director  General,  C.  R.  I.  &  P.  et  al. 
November  23 — New  York,  N.  Y.— Examiner  Flynn: 
13031 — Antoine  Chiris  Co.  vs.  Director  General,  Sou.  Pac.  et  al. 
13103— Mitsui  &  Co.,  Ltd.,  vs.  Director  General,  Sou.  Pac.  et  al. 
November  23 — Albany,  N.  Y.— Examiner  Haltingly: 

13024 — Henry  W.  Somers  vs.  N.  Y.  O.   &  W.  et  al. 
November  23 — Argument  at  Washington,  D.  C.: 

11656 — United  Paperboard  Co.,  Inc.,  vs.  Sou.  Ry.  and  Director  Gen- 
eral. 
11851 — United  Paperboard  Co.,   Inc.,   vs.   C.    &   A.,   Director  General 

et  al. 

11865— United  Paperboard  Co.,  Inc.,  vs.  T.  St.  L.  &  W.  et  al. 
11879 — United  Paperboard  Co.,  Inc.,  vs.  L.  E.   &  W.,  Director  Gen- 
eral et  al. 


November  23— Helena,  Mont.— Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss, 

Fourth  Section  Apps.  11940,  12118  and  12094. 
November  25 — Jackson,  Miss. — Examiner  Woodrow: 

13193— Ingram  Day  Lumber  Co.  vs.  G.   &  S.  I.  R.  R.  et  al. 
November  25— New  York,  N.  Y. — Examiner  Flynn: 

13030 — Charles  P.  Gledhill  Co.  vs.  Director  General  and  P.  R.  R. 

13048— International  Steel  Corp.  vs.  P.  R.  R. 

13052— Garner  Shipping  Co.,  Ltd.,  et  al.  vs.  P.  R.  R. 
November  25 — Cape  Girardeau,  Mo. — Examiner  Fuller: 

12952 — Cape  Girardeau  Chamber  of  Commerce  vs.  C.  &  E.  I.  et  al. 

13170 — Dempsey  Grocer  Co.  vs.  A.  T.  &  S.  F.  et  al. 

13042 — Meyer-Albert  Grocer  Co.  vs.  Ches.  S'.S.  Co.  et  al. 

13043 — Meyer- Albert  Grocer  Co.  vs.  N.  Y.  C.  et  al. 

13044 — Meyer-Albert  Grocer  Co.  vs.  G.  T.  W.  Ry.  et  al. 

12991— Dempsey  Grocer  Co.  vs.  C.  &  E.  I.  et  al. 
November  25 — Milwaukee,  Wis. — Examiner  Shanafelt: 

13087 — C.  A.  Libbey  Co.  vs.  Director  General,  Hocking  Valley  et  al. 
November  25— Kansas  City,  Mo. — Examiner  McQuillan: 

13060— Ignatius  L.  Lutz  vs.  C.  R.  I.  &  P. 

13096— King-Ryder  Lumber  Co.  vs.  Director  General. 
November  25 — Reno,  Nev. — Examiner  Pattison: 

13067 — In  the  matter  of  intrastate  rates  of  the  Am.   Ry.   Exp.   Co. 
between  points  in  the  state  of  Nevada. 

13176 — Public  Service  Commission  of  Nevada  vs.  Am.  Ry.  Exp.  Co. 
November  25 — Chicago,   111.— Examiner  Hosmer: 

13054 — Hyman-Michaels  Co.  et  al.  vs.  Director  General. 
November  25 — Argument  at  Washington,  D.  C.: 

12184 — A.  W.  Hillebrand  Co.  vs.  Director  General. 

12187 — A.  W.  Hillebrand  Co.  vs.  Director  General. 

12188 — A.  W.  Hillebrand  Co.  vs.  Director  General. 

12139 — The  American   Agricultural   Chemical   Co.   vs.   Director   Gen- 
eral. 

November  25— Salt  Lake  City,  Utah— Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
November  26 — Chicago,  111. — Examiner  Hosmer: 

12993 — International  Harvester  Co.  et  al.  vs.  C.  B.  &  Q. 
November  26— Salt  Lake  City,  Utah— Examiner  Disque: 

Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 
November  26 — Argument  at  Washington,  D.  C.: 

12013 — Atlantic  Refining  Co.  vs.  Director  General,  N.  Y.  N.  H.  &  H. 

12154 — -New  York  &  New  Jersey  Lubricant  Co.  vs.  Director  General, 

Lehigh  Valley  et  al. 
12007 — E    I    Du  Pont  de  Nemours  &  Co.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 
12142 — John  M.  Buckland,  trading  as  National  Slag  Co.,  vs.  Director 

General. 
November  28 — Washburn,  Wis. — Examiner  Shanafelt: 

*  Finance  Docket  1589— Application  of  Nor.  Pac.  Ry.  Co.  for  certificate 

of  public  convenience  and  necessity. 
November  28 — Washington,  D.  C. — Examiner  Clarke: 

*  Finance  docket  1537— Application  of  K.  O.  &  G.  Ry.  Co.  and  M.  O.  & 

G.  Ry.  Co.  for  certificate  of  public  convenience  and  necessity. 
November  28 — Ft.  Smith,  Ark. — Examiner  Fuller: 
13189 — The  Ozark  Cider  &  Vinegar  Co.  vs.  Director  General. 
13080— Ballman-Cummings  Furniture  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
November  28 — New  Orleans,  La. — Examiner  Woodrow: 

12886 — Fleming  Bros,  e  al.  vs.  Garyville  Northern  et  al. 
November  28 — Kansas  City,  Mo. — Examiner  McQuillan: 
13001— The   Chamber  of  Commerce  of  Kansas   City,   Mo.,   vs.   Alex- 
andria &  Western  et  al. 
13002— Kansas   City   Live   Stock   Exchange   vs.   Abilene    &   Southern 

et  al. 

November  28 — San  Francisco,  Calif. — Examiner  Pattison: 
9922— Lake  Charles  Rice  Milling  Co.   of  La.  vs.   Director  General.- 

Abilene  &  Northern  et  al. 
13156 — N.  Clark  &  S'ons  vs.  Director  General. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,   Harrison  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Announce 

The  "Perfect  Package" 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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They  Roll  Steadily  Onward 

thru  all  kinds  of  weather — thru  blinding,  driving  rains,  thru  cold, 
icy  sleet,  and  heavy,  wet  snows  that  tend  to  slow  down  traffic. 
Trains  move  slower,  lines  become  blocked  quicker,  and  repairs  pile 
up  and  take  longer  to  make  under  such  trying  weather  conditions. 

"PENNSYLVANIA"  TANK  CARS  stand  out— alone— at  these 
times.  Quality  materials  and  high-class  workmanship  now  prove 
their  worth.  They  stay  out  of  glutted  repair  shops — ready  to 
move  on  to  their  appointed  destination. 

And  once  again  built-in  strength  and  sturdy  staunchness  demon- 
strate the  practical  utility  of  the  "Pennsylvania"  Tank  Car — the 
ability  to  stand  up  and  come  thru  under  all  conditions  of 
Weather  and  Wear. 

"After  All,  Service  Counts" 

The  Pennsylvania  Tank  Car  Company 

Sharon,  Pa. 
New  York       St.  Louis       Houston        Tampico        San  Francisco 


•"    ••  ••.,.'' 
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Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Speed,  Service  and  Economy 

The  port  which  enables  a  shipper  to  move  his  commodity  with  the  least  amount 
of  delay,  with  the  least  attention  to  details  and  at  the  least  expense,  is  the  logical 
port  through  which  to  move  materials  originating  in  the  territory  adjacent  thereto. 

The  Port  of  Galveston 

has  rail  service  to  all  the  western  and  middle  western  states  thus  insuring  prompt 
delivery  to  the  port.  The  very  efficient  system  of  ocean  terminals  here  insures 
prompt  and  efficient  handling  on  arrival,  and  last,  this  superior  service  costs  the 
shipper  less  in  nearly  every  instance  than  if  he  had  used  another  port.  We  have 
first  class  steamer  service  to  every  important  port  in  the  world. 

"Follow  the  line  of  least  resistance"  and  ship  through  Galveston. 
For  rates,  data  and  other  information — 

(Address)  TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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LUCKENB ACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 

£7.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND          SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE          TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 

Marquette  Bldg.         Lafayette  Bldg.         Oliver  Building           Central  BIdg.         Merchants  Exchange  Railway  Exchange 

Chicago                    Philadelphia                Pittsburgh                  Los  Angeles                 San  Francisco  Portland 

Pierce  Building         Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent          Metropolitan  Life  Bldg.  L.  C.  Smith  Bldg. 

St.  Louis                              Mobile,  Ala.                           New  Orleans,  La.                        Minneapolis  Seattle 


BUSINESS  AND  LUMBER 

It  is  now  generally  predicted  that  the  long  hoped  for 
business  revival  and  building  activity  will  commence  in 
the  spring  of  1922.  In  the  Pacific  Northwest  this  will 
mean  that  the  saw  mills  will  be  overtaxed  cutting 
orders,  prices  will  jump  and  cars  will  be  scarce.  It  be- 
hooves then  the  wise  lumber  shipper  and  buyer  to  have 
as  much  as  possible  of  his  product  stored  at  tidewater 
before  this  movement  starts. 

The  PORT  OF  TACOMA  on  its  PIER  ONE  offers 
the  most  efficient  lumber  handling  and  storage  facilities 
on  the  Pacific  Coast. 

PORT  OF  TACOMA 

Tacoma,  Washington 
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CARRIERS'  PUBLIC    RELATIONS 

It  is,  perhaps,  too  early  to  speak  definitely  as  to  the 
public  reaction  to  the  proposal  of  the  carriers  to  reduce 
rates  ten  per  cent  on  agricultural  products  (the  ten  per 
cent  to  absorb  all  smaller  or  equaj  reductions  already 
made  on  such  commodities  since  Ex"Farte  74  rates  went 
into  effect)  as  a  concession  to  the-demand  for  reduced 
transportation  charges,  if,  by  "public,"  we  mean  the  en- 
tire public.  If  we  mean  merely  shippers,  we  believe  it 
can  safely  be  said  that  shippers  -of  -the  commodities  on 
which  rates  are  to  be  reduced  will  be  pleased,  generally 
speaking,  but  that  shippers  of»  other  commodities  will 
feel  that  they  have  not  been  fairly  dealt  with.  The  atti- 
tude of  the  public  at  large  will  depend  much  on  the 
skill  with  which  carriers  present  their  case  and  the 
thoughtfulness  with  which  newspaper  editors  and  other 
moulders  of  opinion  analyze  the  matter.  We  do  not 
believe,  however,  that  the  program  of  the  carriers  will 
have  the  effect  they  hope  for  it.  If  this  proves  to  be 
true  we  have  another  example  of  lack  of  understanding 
the  part  of  the  carriers  of  the  public  state  of  mind 
d  of  proper  appreciation  of  the  kind  of  thing  that 
appeals  to  the  public  as  fair  and  reasonable. 

It  is  not  our  purpose  now  to  discuss  the  entire  sub- 
ject, but  it  does  seem  to  us  that  the  railroads  would  be 
illy  assisted  if  they  would  make  some  changes  in 
their  method  of  handling  or  not  handling  what  we  call 
their  public  relations.  They  have  their  individual  pub- 
licity departments  now,  in  charge  of  what  are  com- 
monly called  press  agents,  who  do  their  work  well 
enough  but  whose  function  is  merely  to  obtain  free 
advertising.  They  have  also  more  or  less  adequate 
arrangements  for  disseminating  propaganda  at  times 
when  questions  like  the  present  ones  concerning  the 
relationship  between  reduced  rates  and  reduced  wages 
are  under  consideration,  or  when  it  is  desired  to  show 
that  high  freight  rates  are  not  stifling  business.  This  is 
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all  well  enough,  as  far  as  it  goes.  Some  of  it,  at  least, 
might  be  continued,  though  some  of  it  also  might  be 
discontinued  as  waste  and  duplication.  But  that  is  not 
the  point  we  have  in  mind.  The  railroads  need  men,  not 
merely  to  take  orders  from  them  and  prepare  this  or 
that  kind  of  matter  for  purposes  of  publication  or  other 
dissemination,  but  to  advise  them  as  to  what  the  public 
view  is  likely  to  be  in  certain  circumstances,  or  to  find 
what  it  is,  and  to  give  them  advice  that  will  be  listened 
to  as  to  how  to  meet  or  mould  that  public  opinion. 

Such  men  would  not  have  to  be  acquainted,  neces- 
sarily, with  railroad  operation  or  any  other  technical 
part  of  railroading,  but  they  would  have  to  understand 
the  larger  transportation  problems  that  are  talked  about 
and  considered  by  citizens  and  by  groups  that  compose 
business  organizations,  and  how  to  deal  with  the  press 
and  public.  Railroad  executives  may  think  they  are 
competent  to  make  their  own  policies  without  such  ad- 
vice or  such  assistance  in  execution  but  it  is  a  notorious 
fact  that  they  are  not.  There  are,  of  course,  exceptions, 
but  the  average  railroad  president  is  about  as  incapable 
of  sounding  public  opinion  as  is  any  man  in  his  employ 
and  quite  as  incapable  of  making  effective  plans  for 
moulding  it  or  conciliating  it. 

The  simplest  and  most  noticeable  phase  of  this  ina- 
bility to  deal  with  the  public  is  illustrated  by  the  diffi- 
culty experienced  by  newspapers  in  attempting  to  learn 
the  facts  with  regard  to  a  railroad  accident,  for  instance. 
Every  obstacle  is  put  in  the  reporter's  way  to  hinder 
him  in  finding  the  cause  of  the  accident,  the  number  of 
people  killed,  their  names,  and  the  other  details  that  he 
wishes  and  to  which  the  ptiblio  is  entitled.  This  condi- 
tion is  not  quite  as  bad  as  it  once  was,  but  many  rail- 
road heads  have  not  yet  learned  that  they  have  nothing 
to  gain  and  much  to  lose  by  these  secretive  method- 
that  make  their  roads  and  themselves  unpopular  with 
the  press.  They  gain  nothing,  for  the  facts  are  finally 
made  known  in  some  fashion  and  the  immediate  result, 
often  enough,  is  exaggeration  and  misrepresentation.  It 
is  no  justification  to  say  that  the  newspapers  ought  not 
to  print  distorted  facts  and  that  they  ought  to  wait 
until  things  are  given  out  correctly.  What  they  ought 
to  do  and  what  they  do  are  frequently  two  different 
things.  They  must  be  dealt  with  as  they  are  and  not 
as  one  thinks  they  ought  to  be. 

We  have  just  had  an  experience  that  illustrates  tin- 
lack  of  proper  attitude  of  railroad  executives  toward 
public  discussion  of  matters  that  concern  them.  We 
wrote  a  letter  to  an  official  who  usually  speaks  for  the 
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QDLF,  MOBILE  &  NORTHEBN 
I1AILKOAD 

AND   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R..  M.  &  O.  R.  R..  N.  C. 
&  St.  L  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Muldlcion.  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30 

12:30 

12:47 

3:25 

4:20 

4:10 

5:40 

2:30 

5:30 


p.  m 


Miles 

0  Lv. 
83  Lv. 

next  day  247  Ar. 
next  day  261  Ar. 
next  day  298  Ar. 
2nd  day  410  Ar. 
2nd  day  448  Ar. 
2nd  day  356  Ar. 
2nd  day  529  Ar. 


Jackson,  Tenn.      Ar.     8:00  a.  m.  2nd  day 
New  Albany,  Miss.  Ar.  12:30  a.  m.  2nd  day 


Newton,    Miss. 
Meridian,  Miss. 
Laurel,    Miss. 
Mobile,    Ala. 
New  Orleans,  La.  Lv. 
Vicksburg,  Miss.  Lv. 


Lv.  11:55  a.  m. 
Lv.  7:35  a.  m. 
Lv.  8  :45  a.  m. 
Lv.  10:00  p.  m. 

9:40  p.  m. 

5:00  a.  m. 


Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel.  Miss.,  and  Mobile.  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gtllfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


^c^^^^m 
Sr%S^>4^ 
:  *  ^r2L?¥ 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 
Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  SB  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line—  Sunset  Route,  care  S.  D.  &  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centra. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 


A.  T.  MERCIER,  General  Manager 

F.  B.  DORSEY,  Assistant  Traffic  Manager 

A.  D.  HAGAMAN,  District  Freight  and  Passenger  Agent 
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SAN    DIEGO    &    ARIZONA    RAH  WAY 
wJ*ll    UlLi\J\f    <X    /\IYl£<V/ll/\    IVAlLi  TT  f\  I  , 


f  St\lf 
,    Vdlll. 


L's.   1921 


THE    TRAFFIC     WORLD 


1087 


carriers  in  certain  matters,  asking  him  .cveral  questions 
the  ans\\ers  to  which  we  desired  for  jxirposes  of  publi- 
cation. Our  letter  and  the  attitude  of  this  publication 
were  friendly  and  sympathetic.  The  letter  reached  the 
office  of  this  executive  nearly  a  month  ago  and  yet  we 
have  received  neither  the  answers  to  our  questions  nor 
even  an  acknowledgment  of  our  letter.  There  may  well 
have  been  reasons  why  this  gentleman  could  not  or  did 
not  wish  to  discuss  these  matters  for  publication.  He 
was  entitled  to  his  own  reasons,  good  or  bad.  But  tin- 
least  he  could  have  done  would  have  been  to  write  a 
courteous  letter  explaining  that  he  could  not  answer  at 
that  time.  He  did  not,  by  his  discourtesy  and  lack  of 
appreciation  of  the  proper  thing  to  do,  make  an  enemy 
•of  this  publication.  But  his  conduct  might  have  had 
euch  an  effect  for  all  he  knew,  and  in  many  cases  it 
would  have  had.  We  do  not  mention  this  incident  with 
any  idea  of  "getting  back"  at  the  gentleman  to  whom 
we  wrote  but  merely  to  illustrate  the  absence  of  the 
proper  attitude  and  the  need  of  a  change. 

The  treatment  of  transportation  questions  under 
debate  by  the  press  and. bodies  of  business  men  should 
be  more  intensive.  Here  is  an  illustration.  Not  long 
ago,  at  the  time  when  the  newspapers  were  full  of  the 
doctrine  that  the  high  freight  rates  were  the  principal 
cause  of  the  depression  in  business,  we  had  some  dis- 
cussion with  a  newspaper  publisher.  He  wanted  to 
know  when  freight  rates  were  coming  down.  We  said 
they  were  not  coming  down  until  wages  could  be  re- 
duced. He  replied  that  that  was  nonsense,  and  gave 
his  views  on  the  way  the  railroads  were  "holding  up" 
the  country.  But  we  discussed  the  matter  with  him  at 
length.  There  were  some  figures  he  wanted  and  we  sent 
them  to  him.  We  got  a  letter  from  him  almost  by  return 
mail  in  which  he  said  he  was  convinced  and  that  here- 
after his  paper  would  endeavor  to  present  things  in  a 
different  light.  These  people  are  for  the  most  part  will- 
ing and  anxious  to  present  the  case  properly.  But  they 
don't  know.  They  need  information  and  education.  To 
give  it  to  them  takes  time  and  effort  of  the  intensive, 
intelligent  sort. 

At  a  large  meeting  of  shippers  some  time  ago,  a 
representative  of  the  railroads  was  invited  to  explain  the 
railroads'  side  of  a  certain  question  that  was  then  under 
discussion.  It  was  an  opportunity.  The  railroads  should 
have  sent  a  man  who  would  impress  those  hearers  not 
only  with  his  knowledge,  but  with  his  spirit  of  fairness 
and  his  good  fellowship.  They  sent,  instead,  a  man  who 
offended  his  audience.  He  might  much  better  have 
stayed  at  home. 

These  are  small  things,  but  they  are  indicative  of 
the  attitude  which  the  railroads  unconsciously  adopt. 
We  do  not  suggest  that  they  fawn  on  their  patrons  or 
the  newspapers — quite  the  contrary.  They  should, 
whenever  there  is  some  problem  of  general  importance 
under  discussion,  adopt,  as  nearly  unanimously  as  pos- 
sible, a  strong  and  aggressive  policy.  They  should  an- 
nounce it  firmly  and  manfully  and  should  follow  it  up 
with  convincing  argument  as  skilfully  applied  as  pos- 
sible. They  should  take  advice  as  to  what  that  policy 
should  be  in  all  matters  where  'the  public  interest  is 
involved  and  as  to  their  methods  of  convincing  and  con- 


verting.    There  is  nothing  to  be  gained  by  "pussy-foot 
ing"   and   sccrctiveness.     The   railroad   business   is   the 
public  business.     The  public  likes  manliness,  firmness, 
frankness,  and  logic.     It  will  listen  to  reason. 

It  would  seem  to  us  that  the  first  great  step  to  be 
taken  in  accomplishing  the  ultimate  result  of  public 
understanding  of  and  cooperation  in  the  solution  of  the 
railroad  problem,  is  to  adopt  some  well  considered  plan 
for  achieving  just  that  specific  result.  When  the  rail- 
roads have  accomplished  that,  they  have  solved  the 
railroad  problem  for  all  time ;  for  all  that  anybody  wants 
is  what  is  right  and  what  is  right  is  what  we  shall  get 
when  everybody  understands  the  question. 


A   HARMLESS   CONGRESSIONAL   ERROR 

Congress  has  so  delayed  action  on  the  so-called  rail- 
road funding  bill  that  now  that  proposed  legislation 
would  appear  to  be  unnecessary,  money  rates  having 
been  so  much  reduced  that  the  carriers  will  probably 
be  able  to  borrow  in  the  open  market  what  money  the) 
need.  But  we  hope  no  one  will  give  Congress  credit 
for  foresight.  It  has  simply  blundered  into  doing  some- 
thing that  will  not  have  an  ill  effect — at  least  not  so 
bad  an  effect  as  if  money  rates  had  continued  high.  It 
would  have  helped  if  this  legislation  could  have  been 
obtained  promptly  when  it  was  proposed,  but,  now  that 
the  delay  has  been  suffered,  the  whole  proposal  might 
as  well  be  side-tracked  permanently.  The  lack  of  press- 
ing necessity  for  this  financial  legislation  makes  one  less 
reason  for  conciliating  the  agricultural  bloc  in  the  Senate 
— and  one  less  possible  vehicle  for  unwise  railroad  legis- 
lation with  which  members  of  this  bloc  were  proposing 
to  load  the  bill  or  to  insist  on  as  their  price  for  not 
blocking  its  passage. 


LEGALITY   OF   RAIL  STRIKES 

There  is  irony  in  the  spectacle  of  an  agent  of  the 
government  transforming,  by  legal  legerdemain,  the 
transportation  act  into  an  instrument  to  prevent  strikes. 
The  very  sections  of  that  law,  which  according  to 
Director-General  Davis,  would  make  any  future  rail 
strike  a  strike  against  the  government  of  the  United 
States,  are  the  labor  provisions  that  were  fostered  by 
the  labor  organizations  at  the  time  the  act  was  passed — 
the  sections  from  which  the  teeth  were  carefully  drawn 
so  that  the  net  result  would  be,  as  the  labor  leaders  saw 
it,  provisions  for  settlements  of  disputes  which  should 
remain  settlements  only  so  long  as  the  railroad  workers 
chose  to  remain  at  work. 

As  recently  as  the  middle  of  last  month,  when  the 
brotherhood  heads  were  being  quizzed  by  the  Labor 
Board  as  to  the  motives  that  had  actuated  their  strike 
threat,  L.  E.  Sheppard,  head  of  the  conductors,  gave  as 
the  main  argument  for  the  righteousness  of  their  cause, 
the  fact  that  it  had  been  understood  that  the  transpor- 
tation act  did  not  forbid  strikes.  "It  clearly  does  forbid 
them  before  the  board  rules  on  a  dispute,"  he  said.  "The 
logical  conclusion  is,  therefore,  that  we  can  strike  if  the 
board's  decisions  do  not  suit  us."' 

Director-General  Davis'  speech  in  Kansas  City  re- 
cently made  the  point  that  the  labor  leaders  worked 
against  themselves  when  they  pushed  the  labor  sections 
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of  the  transportation  act.  The  significance  is  that  the 
administration  believes  that  the  transportation  act  for- 
bids strikes  and  that  in  so  doing  the  law  is  not  operating 
contrary  to  the  Clayton  act. 

We  say  that  this  is  the  administration's  position  in 
spite  of  the  fact  that  Mr.  Davis  went  to  some  pains  to 
make  it  clear  that  he  was  speaking,  not  for  the  admin- 
istration, not  for  the  President,  and  not  for  the  Railroad 
Administration  of  which  he  is  the  head,  but  only  as  an 
individual.  It  would  be  asking  too  much,  however,  to 
expect  the  public  to  believe  that  Mr.  Davis  went  from 
Washington  to  Kansas  City  to  say  such  important 
things  without  having  had  some  sort  of  understanding 
with  those  whose  representative  he  is. 

It  may  also  be  safely  assumed  that  this  policy  has 
been  formulated — or  the  legal  discovery  made — since 
the  recent  strike  settlement.  Had  it  been  in  workable 
shape  at  that  time  it  is  hardly  probable  that  such  con- 
ciliatory methods  would  have  been  used  with  the  broth- 
erhood chiefs. 

The  definite  promulgation  of  such  a  policy  on  the 
part  of  the  Department  of  Justice  would  do  much  more 
to  help  the  railroads  than  does  the  casual  announcement 
of  it  as  the  view  of  an  individual  connected  with  the 
administration.  If  the  government  has  reached  the  con- 
clusion that  any  rail  strike,  so  long  as  the  transporta- 
tion act  remains  unchanged,  would  be  a  strike  against 
the  government,  amenable  to  termination  by  in  injunc- 
tion, the  administration  should  make  some  sort  of  formal 
announcement  to  that  effect.  The  pronouncement  would 
then  have  the  stabilizing  effect  on  the  railroad  business, 
and  on  business  in  general,  that  it  does  not  now  have. 


HIGHWAY  CONSTRUCTION 

The  Traffic  World  Washington  Bureau 

Construction  of  highways  to  the  total  value  of  $76,400,000, 
covering  6,261  miles  and  employing  more  than  150,000  workers, 
is  about  to  be  undertaken  by  thirty  states,  as  the  direct  result 
of  the  recent  passage  of  the  federal  highway  act.  This  is  the 
act  which  was  recommended  by  the  President's  Conference  on 
Unemployment  as  an  emergency  measure  to  provide  jobs  for 
the  nation's  unemployed. 

The  figures  as  to  the  amount  of  work  which  could  be  under- 
taken by  the  states  in  the  construction  of  highways  were  sup- 
plied by  the  governors  in  response  to  letters  sent  them  by  Sec- 
retary Hoover,  who  is  chairman  of  the  conference.  The  letters 
asked  what  amount  of  work  they  could  get  under  way  within 
a  period  of  ninety  days  after  the  passage  of  the  act.  Otto  T. 
Mallery,  secretary  of  the  public  works  committee  of  the  con- 
ference, announced  the  sums  which  the  states  could  appropri- 
ate individually  for  highways,  together  with  the  mileage  it 
would  .  cover,  and  approximately  the  number  of  workers  to  be 
employed  for  the  next  five  months  on  the  undertakings. 

According  to  the  act,  which  created  a  fund  of  $75,000,000 
to  be  apportioned  among  states  taking  advantage  of  the  ninety 
days'  period,  each  state  will  be  entitled  to  receive,  on  the  basis 
of  the  value  of  its  work,  its  specified  federal  allotment.  Part 
of  this  allotment  is  available  now  and  part  will  be  available 
January  1.  These  amounts  are,  of  course,  in  addition  to  the  allot- 
ments received  by  states  under  the  provisions  of  former  federal 
aid  acts. 

Estimates  show  that  $40,000  will  be  the  average  amount 
expended  by  the  states.  When  the  work  is  completed  and  ap- 
proved by  the  federal  inspetcor,  the  state  will  receive  back  from 
the  government  about  $20,000  per  mile. 

How  this  state  undertaking  will  affect  the  general  condition 
of  unemployment  can  be  estimated  from  the  replies  received 
here  from  governors.  Texas  can  employ  13,500  workers  on  a 
$8,000,000  road-building  job,  covering  700  miles  within  the  ninety 
days  required.  Georgia  can  provide  9,000  men  with  jobs  on  a 
$5,000,000  undertaking,  covering  360  miles  of  roads.  Indiana 
can  use  5,800  men;  Michigan,  5,600;  Ohio,  5,300;  North  Carolina, 
5,000;  Minnesota,  4,350;  Louisiana,  North  Dakota,  South  Da- 
kota and  Mississippi,  4,000  each. 

"Directly   and   indirectly,   probably   200,000   workers   will   be 


employed  in  state  highway  construction,"  said  Col.  James  B. 
McCord,  engineer  of  the  Bureau  of  Public  Works.  "This  means 
that,  in  addition  to  those  directly  engaged  in  road  building,  there 
will  be  a  large  number  indirectly  .set  to  work  providing  ma- 
terial for  the  builders."  These,  Colonel  McCord  said,  would  be 
employed  in  quarries,  cement  mills,  sand  banks,  asphalt  plants, 
gravel  pits  and  shops  manufacturing  road-building  materials  and 
tools. 

States  which  have  reported  inability  to  take  up  road  con- 
struction because  of  preventive  weather  conditions  are:  Con- 
necticut, Iowa,  Maine,  New  Hampshire,  New  York  and  Wis- 
consin. Several  have  been  unable  at  present  to  meet  the  federal 
appropriation  with  state  funds.  In  other  cases,  no  reply  has 
been  received  here  from  the  governors. 

Col.  Arthur  Woods,  chairman  of  the  committee  on  civic 
and  emergency  measures  of  the  conference,  has  forwarded  to 
the  states  undertaking  road  construction  information  concern- 
ing the  allotment  they  will  ultimately  receive  from  the  federal 
government. 


LOW  FARE  FOR  FOCH 

The  Traffic  World  Washington  Bureau 

The  Pennsylvania,  November  22,  filed  another  special  tariff' 
providing  fare  to  be  paid  the  railroads  as  compensation  for 
carrying  Marshal  Foch  and  the  members  of  his  party  on  his 
tour  through  the  country,  ending  at  New  York  December  12. 
The  tour  extends  into  Canada  so  that  the  Canadian  Pacific  and 
the  Quebec  Central  joined  with  the  carriers  in  the  United  States 
in  providing  transportation  for  the  Marshal  of  France  as  nearly 
free  as  possible  under  the  laws  of  the  two  countries,  as  a  compli- 
ment to  the  distinguished  generalissimo  of  the  allied  and  asso- 
ciated armies. 

The  fundamental  theory  of  the  tariff,  Pennsylvania  I.  C.  C. 
No.  6890,  is  that  a  dollar  would  be  adequate  compensation  for 
each  railroad  to  receive  for  the  service  performed  by  it  in  carry- 
ing the  Marshal  and  members  of  his  party  over  its  rails.  The 
highest  charges  will  be  $4  and  $5.  The  $4  charge  will  apply  on 
the  trip,  December  5,  from  Grand  Canyon,  Ariz.,  to  Houston, 
Tex.,  via  the  Grand  Canyon  Ry.  Co.  to  Williams,  thence  by  Santa 
Fe,  Panhandle  &  Santa  Fe,  and  Gulf,  Colo.  &  Santa  Fe.  Another 
$4  charge  will  be  made  for  the  trip  from  New  Orleans  to  Wash- 
ington, December  8,  $1  going  to  the  Louisville  &  Nashville, 
another  to  the  Western  Ry.  of  Alabama,  a  third  to  the  Atlanta 
&  West  Point,  and  the  fourth  to  the  Southern  Ry. 

The  highest  fare,  $5,  will  be  exacted  for  the  trip  from  Que- 
bec to  New  York,  December  12.  One  dollar  will  be  paid  to  the 
Quebec  Central,  another  to  the  Boston  &  Maine,  the  third  to 
the  Central  Vermont,  another  to  the  Boston  &  Maine  and  the 
fifth  to  the  New  Haven.  The  total  charge  for  the  trip  will 
be  $35. 


REDUCED  IRON   ORE   RATES 

The  Traffic  World  Washington  Bureau 

Iron  ore  rates  in  Southern  Classification  territory  go  back 
to  the  basis  in  effect  prior  to  Ex  Parte  No.  74,  under  tariffs  filed 
to  become  operative  November  26,  on  five  days'  notice.  The 
southern  carriers  received  permission  to  do  that  so  as  to  place 
them  on  an  equality  with  the  carriers  in  the  North  and  East. 

The  Southern  Railway  tried  to  go  farther  than  its  neigh- 
bors in  the  South  by  also  cutting  off  Ex  Parte  No.  74  increases 
on  fluxing  stone,  but  the  Commission  denied  that  part  of  its 
application. 

The  southern  lines  did  not  limit  the  reduction  to  December 
31,  as  did  their  northern  and  eastern  neighbors,  so  that  when 
the  northern  and  eastern  carriers  came  to  make  a  decision  as 
to  what  they  will  do  when  their  reduced  rates  expire,  they  will 
be  confronted  by  the  fact  that  the  southern  railroads  have  per- 
manently eliminated  the  increases  of  August  26,  1920. 


BARGE  LINE  JOINT  RATES 

The  Traffic  World  Washington  Bureau 

The  Secretary  of  War,  as  the  operator  of  the  Mississippi- 
Warrior  service,  by  formal  complaint  No.  13290,  against  all  rail 
lines,  has  asked  the  Commission  to  give  him  a  full  line  of  joint 
rail  and  water  rates  from  and  to  present  and  prospective  points 
of  interchange  and  to  prescribe  divisions  that  will  enable  him 
intensively  to  develop  rail  and  water  service  in  accordance 
with  the  mandate  in  section  500  of  the  transportation  act.  The 
ports  of  interchange  from  and  to  which  he  desires  the  Com- 
mission to  establish  rates  are:  New  Orleans,  Vicksburg,  Memphis, 
Cairo,  St.  Louis,  Mobile,  Demopolis,  Tuscaloosa,  Birmingport,  and 
Cordova.  The  five  last  mentioned  ports  are  on  the  Warrior 
River. 


COMPLAINANT    ASKS    DISMISSAL 

A  satisfactory  settlement  having  been  reached  in  No.  13003, 
the  Lowenthal  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al.,  James  Hart 
appeared  for  the  complainants  at  the  hearing,  in  Chicago,,  No- 
vember 22.  and  recommended  that  it  be  dismissed. 


November  28,   1!>1M 
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Current  Topics 

in  Washington 

An  Easier  Money  Market. — According  lo  report  from  the 
\Vhite  House,  President  Harding  is  now  indifferent  about  the 
rait-  of  the  so-called  railroad  funding  bill,  because  conditions 
have  become  such  as  to  make  it  less  necessary  than  some  months 
a.yo.  Without  that  explanation  his  attitude  might  be  deemed 
cause  for  anxiety.  Instead  of  his  indifference  being  cause  for 
worry,  recollection  of  one  fact  may  show  that  it  is  just  the  re- 
verse. That  fact  is  that  bonds,  short-term  treasury  certificates, 
and  other  evidences  of  debt,  for  weeks  have  been  rising  in 
price.  That  means  that  money  is  becoming  easier.  Why  H. 
is  becoming  easier  is  one  of  the  things  about  which  even  those 
who  admit  themselves  to  be  financiers  may  disagree.  One  man 
may  think  it  is  becoming  easier  because  the  field  of  profitable 
employment  is  narrowing.  Another,  that  the  wealth  of  the  coun- 
ny  is  increasing — that  is  to  say,  that  production  is  outrunning 
consumption  so  that  a  surplus  is  being  created  and  that  that 
surplus  is  seeking  employment  in  such  volume  as  to  soften 
the  rates  of  interest.  Nominal  rates  may  still  be  as  high  as  ever 
but  the  real  rate,  as  shown  by  the  price  at  which  good  paper 
has  been  selling,  has  been  going  down.  That  being  so,  it  is  not 
so  absolutely  necessary  for  the  Railroad  Administration  to  raise 
funds  through  the  operations  of  the  War  Finance  Corporation, 
as  it  would  have  done  had  the  so-called  funding  bill  been  passed. 
The  Railroad  Administration,  on  a  rising  bond  market,  itself 
can  sell  the  bonds  the  railroads  gave  it  in  payment  for  what 
they  owed  it  for  the  extensions,  improvements,  and  betterments 
made  with  the  current  funds  of  the  government  during  federal 
control,  and  not  capitalized  as  would  h'ave  been  the  case  had 
the  railroad  companies  had  control  of  their  properties  when 
the  extensions,  improvements,  and  betterments  were  made.  The 
so-called  funding  bill,  supposed  to  be  for  the  relief  of  the  rail- 
roads only,  as  a  matter  of  fact,  was  also  for  the  relief  of  the 
Railroad  Administration.  The  latter  has  not  enough  funds  to 
pay  what  the  government  owes  the  railroad,  hence  the  proposal 
to  have  the  War  Finance  corporation  take  over  the  securities 
given  the  Railroad  Administration  as  reimbursement  for  the 
capital  expenditures  made  by  it  during  government  control. 

Another  thought  in  connection  with,  the  improved  money 
market,  as  evidenced  by  the  rising  price  of  bonds  and  other 
good  securities,  is  that,  if  it  continues  to  improve,  the  Director- 
General  may  not  be  able  to  settle  the  claims  of  the  railroads 
against  him  for  as  little  as  $279,000,000.  His  estimate  was  that 
he  could  settle  the  claims,  which  will  amount  to  nearly  $1,100,- 
000,000  when  all  have  been  filed,  on  about  the  same  basis  as 
those  settlements  that  have  been  made — namely,  a  shade  under 
thirty-one  cents  on  the  dollar.  It  is  suggested  that,  if  the  money 
market  continues  to  improve,  the  railroads  that  have  not  yet 
settled,  will  not  settle  on  that  basis  because,  on  a  good  market, 
they  may  be  able  to  do  a  little  borrowing  on  their  own  account 
to  tide  them  over.  In  the  condition  in  which  the  market  has 
been  until  recently,  the  railroads  could  borrow  practically 
nothing.  They  had  to  look  to  the  Railroad  Administration  for 
funds  to  meet  pressing  obligations.  When  a  man  needs  money 
desperately  he  will  make  concessions  to  one  who  owes  him, 
especially  if  that  creditor  is  judgment  proof  or  is  as  litigious  as 
the  government,  that  are  startling.  To  be  sure,  the  Railroad 
Administration  officials  will  not  admit  that  the  claims,  as  pre- 
sented, are  just  ones.  Its  officials  believe  they  are  padded,  not 
in  an  absolutely  crooked  sense,  but  in  a  sense  that  the  claimants 
utterly  misconstrue  the  law  or  they  think  their  property  was 
worth  much  more  than  it  really  was.  Therefore,  they  have  been 
able  to  settle  for  a  little  less  than  thirty-one  cents  on  the  dollar. 
Now,  if  the  money  market  remains  good  and  the  railroads  be- 
lieve their  claims  could  be  made  to  stand  up  in  the  court  of 
claims,  it  is  suggested,  it  is  only  human  that  they  should  de- 
cline to  settle  on  the  low  basis  on  which  the  settlements  to  date 
have  been  made.  Continuance  of  a  good  money  market,  there- 
fore, it  is  believed,  will  mean  that  the  appropriation  that  Con- 
gress will  have  to  make  for  paying  the  final  bill  for  government 
operation  will  be  larger  than  it  would  have  been  had  the  mar- 
ket remained  downcast,  with  doors  closed  to  hard-up  railroads. 


Clark  on  the  Other  Side  of  the  Table. — Edgar  E.  Clark, 
former  chairman  of  the  Commission,  within  the  week  made  his 
first  appearance  as  a  practitioner,  once  before  the  Senate  In- 
terstate commerce  committee  and  once  before  his  former  col- 
leagues. He  warned  the  members  of  the  committee  that  he  might 
use  "we"  in  speaking  of  the  Commission  and  asked  them  to  re- 
member that  he  was  not  speaking  for  that  body,  but  merely  as 
Edgar  E.  Clark,  practitioner,  who,  as  such,  approved  what  Edgar 
E.  Clark,  as  commissioner,  and  his  associates  did.  There  was 
no  such  possibility  of  lapsing  into  "we"  in  his  appearance  before 
the  bench  on  which  he  sat  for  so  many  years.  He  was  discussing 
a  case  the  like  of  which  had  never  before  been  before  the  Com- 
mission— namely,  the  application  of  oil  men  in  Pennsylvania  for 


a  lower  minimum  on  crude  oil  for  transportation  through  the 
lines  of  the  Prairie  Pipe  Line  and  !t.n  connection)).  There  wax 
no  way  for  him  to  say  that  In  such  and  such  an  analogous  cane 
"we"  did  so  and  so.  It  Is  to  be  noted  as  an  Interesting  fact 
I  hat  associated  with  Clark  on  the  pipe  line  company's  side  was 
Frank  Lyon,  for  years  an  employe  of  the  Commission.  On  tin' 
other  side  was  Alfred  G.  Hagerty,  a  former  examiner  on  the 
Commission's  staff.  Back  of  him  sat  James  W.  Carmalt,  Hag- 
erty's  partner,  a  former  chief  examiner,  who  had  presumably, 
helped  in  the  case,  although  he  did  not  formally  take  part  In 
it.  Sometimes  commissioners  mildly  haze  former  employes,  but 
Clark  got  off  without  any  of  that  form  of  pleasantry.  But  he 
did  find,  as  he  said,  that  time  traveled  faster  when  a  man  was 
standing  in  front  of  the  bench  than  it  did  when  he  was  sitting 
on  it.  That  is  what  Charles  E.  Hughes  found  when  he  ap- 
peared before  the  Supreme  Court  of  the  United  States,  after  he 
had  ceased  being  one  of  the  associate  justices.  Mr.  Hughes  also 
found  that  it  was  just  as  hard  convincing  his  former  colleagues 
that  his  view  of  the  law  was  the  proper  one,  as  he  had  found 
when  he  sat  with  them  in  chambers  to  decide  cases. 


Oil  Land  Case  Decision. — The  rabid  conservationists  who 
want  to  save  all  the  natural  resources  for  coming  generations 
and  the  advocates  of  government  operation  of  practicaly  every- 
thing, it  is  suspected,  will  hold  a  lodge  of  sorrow  when  the  opin- 
ion of  Secretary  Fall,  of  the  Interior  Department,  in  what  is 
known  as  the  Honilulu  Consolidated  Company  case.  Is  pub- 
lished. In  that  case  he  disposed  of  oil  lands  in  California 
estimated  to  be  worth  $75,000,000  by  saying  that  the  Honolulu 
company  should  have  leases  in  Naval  Oil  Reserve  No.  2  at 
the  minimum  royalty  of  one-eighth  of  the  output.  He  made  that 
ruling  because  the  company  spent  $1,000,000  and  had  developed 
seventeen  good  wells  before  the  land  was  finally  withdrawn 
from  patent  under  the  placer  mining  law.  He  said  the  com- 
pany prosecuted  its  work  in  good  faith,  with  great  diligence,  and. 
but  for  a  technicality,  he  would  have  given  it  patents  to  the- 
lands,  notwithstanding  the  strenuous  opposition  of  Josephus. 
Daniels,  Secretary  of  the  Navy  under  President  Wilson,  and 
notwithstanding  the  denial  of  patents  by  John  Barton  Payne, 
who  succeeded  Franklin  K.  Lane.  The  latter  resigned  without 
promulgating  a  decision  in  favor  of  the  company,  because,  as 
his  intimates  knew,  he  was  disgusted  with  the  treatment  he 
received  at  the  hands  of  President  Wilson  during  and  after  the 
war.  After  Lane  had  decided  that  the  company  was  entitled  to 
patents  he  was  prevented  from  promulgating  his  decision  "by 
a  most  unique  intervention"  in  the  case  "by  the  chief  executive." 
The  decision  does  not  set  forth  what  facts  made  the  interven- 
tion by  President  Wilson  "most  unique."  Lane's  friends,  how- 
ever, understand  that  it  was  practically  in  the  form  of  an  order 
directing  Lane  to  withhold  the  decision  he  has  made,  sitting 
in  a  judicial  capacity  for  disposing  of  property  rights  in  which 
a  citizen  had  spent  more  than  $1,000,000,  simply  because 
Josephus  Daniels,  who  believes  the  government  should  operate 
oil  refineries  for  supplying  the  navy  with  fuel,  asked  him  to 
keep  the  lands  in  the  hands  of  the  government,  notwithstanding 
the  fact  that  on  his  oath  Franklin  K.  Lane  was  ready  to  old 
that  that  citizen  who  had  spent  $1,000,000  had  earned  the  lands 
under  the  law  which  offered  lands  to  those  who  would  develop 
their  mineral  resources.  Lane,  however,  was  too  oyal  to  com- 
plain. 


The  Townsend  Highway  Bill. — Congress  has  recently  passed 
the  Townsend  highway  bill,  which,  in  the  opinion  of  those  who 
have  taken  an  interest  in  truck  transportation,  will  go  far 
toward  providing  the  nation  with  trunk  highways  running  between 
all  important  cities  in  the  country.  In  the  opinion  of  Roy  D. 
Chapin,  chairman  of  the  highways  committee  of  the  National 
Automobile  Chamber  of  Commerce,  the  enactment  of  the  Town- 
send  bill  brought  measurably  nearer  the  day  "when  the  federal 
government  will  take  over  the  main  interstate  highways  of  the 
nation."  He  said  that,  while  the  measure  was  not  all  desired 
by  students  of  the  problem  of  creating  a  national  system  of 
highways  that  could  be  used  in  carrying  on  commerce  between 
the  states,  it  was  a  great  step  toward  the  realization  that  con- 
struction and  maintenance  of  trunk  highways  is  now,  as  it  was 
regarded  a  century  or  more  ago,  part  of  the  federal  government's 
business.  The  fundamental  ideas  in  the  bill  are  that  money 
appropriated  by  the  national  government  in  aid  of  roads  must 
be  concentrated,  sixty  per  cent,  on  roads  that  will  form  links: 
in  highways  crossing  state  lines  and  adopted  for  through  travel; 
that  roads  in  which  federal  government  money  has  been  spent 
must  be  maintained;  and  that  preparations  for  their  mainte- 
nance must  be  made  before  there  is  any  expenditure.  That  idea 
about  maintenance  is  President  Harding's.  Almost  as  soon  as 
he  took  office  he  talked  to  the  newspaper  correspondents  about 
the  shiftlessness  shown  in  spending  money  for  roads  unless 
some  provision  was  made,  when  the  money  was  raised,  for  keep- 
ing them  up.  He  said  that,  under  the  policy  then  being  pup- 
sued  in  practically  every  state,  the  roads  that  were  being  built 
would  be  worn  out  and  disappear  from  the  ken  of  men  long: 
before  the  bonds  issued  for  their  construction  were  paid  off. 
He  was  so  earnest  about  that  that  he  practically  asked  his 
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fellow  newspaper  men  to  start  a  propaganda  for  reform,  such 
as  is  commanded  by  the  terms  of  the  Townsend  bill. 


Claims  of  Railroads  Against  Government. — Senator  La  Fol- 
lette,  in  his  optimism,  is  like  Director-General  Davis,  who  ex- 
pects to  dispose  of  the  business  of  the  Railroad  Administration 
within  the  coming  year.  LaFollette's  optimism  is  shown  by  the 
resolution  he  persuaded  the  Senate  to  adopt  calling  on  Davis 
to  report  the  financial  transactions  of  the  government  with 
each  railroad  taken  under  control.  Heretofore  that  information 
has  been  denied  to  all  inquirers.  The  LaFollette  idea  seems  to 
be  that  it  would  help  the  lawmakers,  chief  of  whom,  it  is  be- 
lieved, he  would  probably  name  if  mightily  urged,  to  know  how 
much  money  had  been  spent  and  how  much  each  railroad 
claims  the  government  still  owes  it,  and  why.  There  has  been 
some  curiosity,  on  the  part  of  others  than  lawmakers,  to  know 
how  much  each  railroad  has  claimed  the  government  owes  or 
owed  it,  but  the  Director-General  has  not  gratified  that  curiosity. 
On  the  contrary,  the  view  of  the  Railroad  Administration  has 
been  that  the  negotiations  between  itself  and  a  given  railroad 
company  should  be  regarded  as  confidential,  largely  because  it 
would  be  impossible  to  know  everything  about  every  case  and 
improper  use  might  be  made  of  the  facts  in  one  case  in  con- 
nection with  some  other.  For  instance,  if  road  B  learned  that 
road  Z  obtained  money  on  a  claim  of  such  and  such  a  kind,  it 
might  amend  its  own  claim  so  as  to  bring  itself  within  the  rule 
laid  down  in  connection  with  road  Z,  whereas,  if  B  did  not 
know  about  what  Z  had  obtained,  the  government  would  not 
be  called  on  to  pay  something  B  had  not  thought  was  a  valid 
claim  against  the  government.  Information  of  that  kind,  too, 
it  has  been  suggested,  might  be  of  help  to  the  companies  that 
have  not  formulated  their  claims.  If  that  thought  is  well 
founded,  then  it  is  to  be  inferred  that  the  government's  idea  is 
that  it  will  pay  only  those  things  which  the  claimant  brings 
forward  and  which,  on  examination  of  each  claim  separately, 
can  be  made  to  stand  up  under  the  rules  of  which  the  claimants 
obtain  information,  by  inference  and  implication.  But  it  has 
been  asked,  what  good  will  it  do  the  public  to  know  the  amount 
of  money  the  railroads  claim  it  owes  them  as  the  cost  of  gov- 
ernment control? 


Reductions  in  Rates. — Reduction  by  the  southern  railroads 
of  rates  on  iron  ore  to  the  level  prevailing  before  Ex  Parte  No. 
74  schedules  became  operative,  without  time  limit,  it  is  believed, 
may  be  taken  as  indicating  that  they  have  come  to  the  con- 
clusion that  the  ability  of  the  public  to  pay  will  not  soon  again 
go  beyond  what  it  was  supposed  to  be  during  the  height  of 
hostilities.  There  are  many  who  now  believe  Director-General 
McAdoo,  when  he  put  out  General  Order  No.  28,  underestimated 
the  ability  to  pay,  and  that  if  he  had  not  made  that  under- 
estimate, the  government  would  not  now  be  having  to  think 
how  it  will  pay  what  it  owes  the  railroads.  Another  way  to  say 
the  same  thing  is  that  he  underestimated  what  he  and  his 
successor  would  have  to  pay  to  keep  railroad  labor  on  the  job 
while  hostilities  were  going  on,  else  they  would  not  have  made 
what  are  now  regarded  as  the  moderate  increases  decreed  in 
General  Order  No.  28.  There  are  some  who  believe  that  the 
level  brought  about  by  that  general  order  is  too  high  for  use 
now,  but  those  who  think  that  way  constitute  a  small  minority. 
At  the  time  that  order  was  promulgated  probably  a  majority  of 
shippers  thought  it  higher  than  the  traffic  would  bear,  but  facts 
demonstrated  that  it  was  not  high  enough  to  cover  the  cost; 
hence  the  permission  in  Ex  Parte  No.  74.  A.  E.  H. 


TIME  FOR  FILING  CLAIMS 

The  Traffic  World  Washington  Bureau 

The  House  committee  on  interstate  commerce  has  adopted 
a  favorable  report  on  Senate  bill  621,  extending  the  time  for  the 
filing  of  straight  overcharge  claims  against  the  Railroad  Admin- 
istration with  the  Commission.  The  committee  amended  the 
bill  so  as  to  add  six  months'  time,  so  that,  if  the  measure 
passes,  claims  may  be  filed  up  to  September  19,  1922. 

Passage  of  the  bill  with  respect  to  the  filing  of  overcharge 
claims  is  expected  at  the  next  session  of  Congress.  Because 
of  the  additional  six  months'  time  added  by  the  House  com- 
mittee, the  measure,  when  passed,  will  have  to  be  approved 
by  the  Senate,  but  no  opposition  to  the  bill  is  anticipated. 

The  bill  as  reported  by  the  House  committee  follows: 

That  subdivision  (c)  of  section  206  of  the  transportation  act,  1920, 
be,  and  the  same  hereby  is,  amended  to  read  as  follows: 

"(c)  Complaints  praying  for  reparation  on  account  of  damage 
claimed  to  have  been  caused  by  reason  of  the  collection  or  enforce- 
ment by  or  through  the  president  during  the  period  of  federal  control 
of  rates,  fares,  charges,  classifications,  regulations,  or  practices  (in- 
cluding those  applicable  to  Interstate,  foreign  or  intrastate  traffic) 
which  were  unjust,  unreasonable,  unjustly  discriminatory,  or  unduly 
or  unreasonably  prejudicial,  or  otherwise  In  violation  of  the  Interstate 
Commerce  Act,  may  be  filed  with  the  Commission,  within  one  year, 
or.  If  so  claimed  in  respect  of  overcharges  above  the  legal  tariff 
charge,  within  two  years  and  six  months,  after  the  termination  of 
federal  control,  against  the  agent  designated  by  the  president  under 
subdivision  (a),  naming  in  the  petition  the  railroad  or  system  of 
transportation  against  which  such  complaint  would  have  been  brought 
if  such  railroad  or  system  had  not  been  under  federal  control  at  the 


time  the  matter  complained  of  took  place.  The  Commission  is  hereby 
given  jurisdiction  to  hear  and  decide  such  complaints  in  the  manner 
provided  in  the  Interstate  Commerce  Act,  and  all  notices  and  orders 
in  such  proceedings  shall  be  served  upon  the  agent  designated  by  the 
president  under  subdivision  (a)." 

The  bill  was  passed  June  11  by  the  Senate  and  had  been 
pending  ever  since  before  the  House  committee. 
Refund'  of  Illegal  Tax 

Representative  Huddleston  has  introduced  a  bill  (H.  R. 
9259)  to  amend  subdivision  (c)  of  section  206  of  the  transporta- 
tion act  by  the  addition  of  the  following: 

Provided,  That  claims  for  the  refunding  of  internal  tax  erroneously 
or  illegally  assessed  or  collected  by  or  through  the  railroad  administra- 
tion during  the  period  of  federal  control  shall  be  held  to  have  been 
legally  filed  under  section  3228  of  the  revised  statutes  as  of  the  date 
upon  which  same  were  filed  with  the  railroad  administration. 

The  enactment  of  the  above  provision  would  validate  the 
claims  for  return  of  the  tax  on  freight  bills  filed  by  claimants 
with  the  Railroad  Administration.  The  Railroad  Administration 
rejected  the  claims  because  refunding  of  erroneossly  paid  in- 
ternal revenue  taxes  can  be  made  only  by  the  Treasury  Depart- 
ment under  the  terms  of  section  3228.  The  provisions  of  the 
amendment  would  make  the  filings  as  good  as  if  they  had  been 
made  in  the  first  instance  under  the  terms  of  the  aforementioned 
section. 


RAILWAY  REVENUE 

The  Traffic  World  Washington  Bureau 

In  the  nine  months  from  January  1,  1921,  to  September  30, 
1921,  the  class  1  roads  and  large  switching  and  terminal  com- 
panies had  a  net  railway  operating  income  of  $391,384,719,  which 
was  equivalent  to  a  return  of  2.9  per  cent,  on  an  annual  basis,  on 
the  property  valuation  adjusted  to  those  roads  and  companies, 
according  to  a  compilation  made  by  the  Bureau  of  Railway 
Economies. 

To  have  earned  six  per  cent  in  that  period  the  roads  should 
have  had  a  net  railway  operating  income  of  $805,754,000,  and  the 
roads  therefore  fell  short  $414,369,281  of  earning  the  return  con- 
templated by  the  transportation  act. 

The  roads  in  the  eastern  district  had  a  net  railway  operating 
income  of  $167,146,720,  or  a  percentage  return  of  2.7  They  fell 
short  $199,432,280  of  earning  six  per  cent. 

The  roads  in  the  southern  district  had  a  net  railway  operat- 
ing income  of  $29,119,353,  or  a  percentage  return  of  1.9.  They 
fell  short  $64,674,647  of  earning  six  per  cent. 

The  roads  in  the  western  district  had  a  net  railway  operating 
income  of  $195,118,646,  or  a  percentage  return  of  3.4.  They  fell 
short  $150,262,354  of  earning  six  per  cent. 

The  Commission's  official  statement  on  earnings  in  Septem- 
ber and  the  nine  months  ended  with  September  shows  that  the 
net  railway  operating  income  for  the  month  was  $87,174,101  as 
against  $79,675,646  in  September,  1920,  and  that  the  net  railway 
operating  income  for  the  nine  months  was  $391,384,719  as  against 
a  deficit  of  $80,629,250  in  the  corresponding  period  of  1920. 

The  ratio  of  expenses  to  revenues  in  September  was  75.78 
per  cent  as  against  82.36  per  cent  in  September,  1920.  For  the 
nine  months  ended  with  September  the  ratio  was  84.19  per  cent 
as  against  96.30  in  the  corresponding  period  of  1920. 

Railway  operating  revenues  dropped  from  $618,925,580  in 
September,  1920,  to  $497,654,853  in  September  this  year,  and  ex- 
penses dropped  from  $509,720,494  in  September,  1920,  to  $377,- 
107,817  in  September,  1921. 

For  the  nine  .months  ended  with  September,  revenues 
dropped  from  $4,440,992,579  in  the  1920  period  to  $4,137,354,662  in 
the  1921  period,  and  expenses  dropped  from  $4,276,883,353  in  the 
1920  period  to  $3,483,124,014  in  the  1921  period. 

In  the  Eastern  district  the  roads  had  a  net  of  $31,425,614  in 
September  as  against  a  net  of  $28,726,390  in  September,  1920, 
and  for  the  nine  months  a  net  of  $144,233,460  in  1921  as  against 
a  deficit  of  $152,622,369  in  the  1920  period. 

In  the  Pocahontas  region  the  roads  had  a  net  of  $3,164,840 
in  September  as  against  a  net  of  $4,529,179  in  September,  1920, 
and  for  the  nine  months  a  net  of  $22,923,260  in  1921  as  against 
a  net  of  $11,091,330  in  1920. 

In  the  Southern  district  the  roads  had  a  net  of  $7,086,573  in 
September  as  against  a  net  of  $5,350,132  in  September  a  year 
ago,  and  for  the  nine  months  a  net  of  $29,119,353  in  1921  as 
against  a  net  of  $10,756,964  in  the  1920  period. 

In  the  Western  district  the  roads  had  a  net  of  $45,497,074  in 
September  as  against  a  net  of  $41,069,945  in  September,  1920, 
and  for  the  nine  months  a  net  of  $195,118,646  in  1921  as  against 
a  net  of  $50,144,825  for  the  1920  period. 


CUMMINS   INVESTIGATION 

Frank  J.  Warne,  consulting  economist  for  the  railroad 
brotherhoods,  Senator  Cummins  announced,  November  23,  would 
be  heard  November  25  in  the  general  railroad  investigation. 
Mr.  Warne's  statement  to  the  committee  in  October  was  inter- 
rupted when  the  committee  began  consideration  of  the  proposed 
amendments  to  the  transportation  act. 


28,  1921 


THE    TRAFFIC     WORLD 


Decisions  of  Interstate  Commerce  Commission 


RATES   SOUTH   OF   OHIO   RIVER 

A  scheme  for  the  making  of  commodity  rates  In  conformity 
with  the  fourth  section  order  of  the  Commission  based  on  Its 
limling  that  the  competition  of  the  Mississippi  and  other  rivers 
ami  the  South  no  longer  justified  disregard  for  the  terms  of 
i he  fourth  section,  has  been  put  out  by  the  Commission  In  a 
report,  written  by  Commissioner  Daniels,  as  a  second  part  on 
I.  and  S.  No.  1303,  rates  from,  to  and  between  points  south 
of  the  Ohio  River,  including  the  Mississippi  Valley,  poinion  No. 
7229,  64  I.  C.  C.  306-46. 

This  structure,  which  is  to  be  used  In  lieu  of  parts  of  the 
one  condemned  by  the  Commission  as  having  not  been  justified, 
is  to  be  made  operative  not  later  than  January  31,  1922,  on 
thirty  days'  notice. 

The  order  of  condemnation  requiring  the  carriers  to  cancel 
the  suspended  schedules  contains  a  provision  that  it  shall  not 
apply  to  (1)  schedules  naming  rates  on  asphalt,  in  carloads, 
from  New  Orleans,  La.,  and  other  Gulf  ports  to  stations  on 
branch  lines  of  the  Nashville,  Chattanooga  &  St.  Louis  Railway 
east  of  Nashville,  Tenn.,  published  in  supplement  No.  4  to  the 
tariff  of  F.  L.  Speiden,  agent,  I.  C.  C.  No.  402;  (2)  to  schedules 
naming  northbound  rates  from  Mississippi  Valley  points  which 
are  lower  than  the  southbound  rates  prescribed  herein 
between  the  same  points;  (3)  to  schedules  naming  rates  to 
Nashville,  Tenn.,  from  Virginia  cities,  Boston,  Mass.,  New  York, 
N.  Y.,  and  other  points  in  trunk  line  territory  and  from  points 
on  the  Seaboard  Air  Lane  Railway  and  Atlantic  Coast  Line  Rail- 
road in  North  Carolina,  South  Carolina,  Georgia,  Florida  and 
Alabama;  and  (4)  to  schedules  naming  rates  to  Nashville,  Tenn., 
and  intermediate  points  under  which  the  present  rates  to  Nash- 
ville, Tenn.,  are  not  exceeded  at  the  intermediate  points;  and 
provided  further,  that  the  effective  date  of  the  schedules  re- 
quired by  this  order  to  be  canceled  may  be  postponed  until 
January  31,  1922,  upon  notice  to  this  Commission  and  to  the 
general  public  by  not  less  than  one  day's  filing  and  posting 
in  the  manner  prescribed  in  section  6  of  the  interstate  com- 
merce act.  If  said  schedules  are  postponed  until  January  31, 
1922,  they  shall  be  canceled  on  or  before  January  30,  1922,  upon 
notice  to  this  Commission  and  to  the  general  public  by  not  less 
than  30  days'  filing  and  posting  in  the  manner  prescribed  in 
section  6  of  the  interstate  commerce  act.  In  carrying  out  the 
provisions  of  this  order  as  to  cancellation  or  postponement  a 
special  supplement  similar  to  that  authorized  by  rule  9  (k)  of 
Tariff  Circular  18-A  may  be  used. 

The  "provided  further"  is  a  technical  thing  designed  to  help 
the  carriers  get  rid  of  the  whole  matter  on  the  same  day,  namely, 
January  30,  and  start  with  clean  files  on  January  31. 

As  a  substitute  for  the  condemned  schedules,  the  Commis- 
sion prescribed  key  rates  from  Louisville  and  St.  Louis  to  New 
Orleans  on  the  commodities  that  move  in  comparatively  great 
volume.  As  to  commodities  not  mentioned  in  the  key  rate 
table,  other  than  grain  and  grain  products,  it  said  the  carriers 
might  make  rates  not  more  than  85  per  cent  of  the  rates  under 
suspension  (technically  postponed  by  the  voluntary  action  of 
the  carriers,  because  the  Commission's  power  of  suspension 
expired  as  to  these  rates  long  ago)  from  St.  Louis  to  New  Or- 
leans. The  key  rates  on  the  heavy  moving  commodities,  and 
the  suspended  rates  which  are  to  be  used  in  constructing  rates 
on  commodities  not  mentioned  which  the  carriers  desire  to 
accord  commodity  rates,  are  published  in  parallel  columns,  as 
follows : 

Prescribed    Suspended 

rate. 
Commodity.  cents. 

Agricultural  implements,  C.  L..  min.  wt.  24.000  Ibs 61 

Hugging.  C.  L 37 

i  leverages,  cereal,  C.  L/ * 

Hrlck,  pressed  or  coated,  C.  L 24 

Briok.    flre.    C.    L, 24 

111  irk,  paving.  C.  L '. 

Canned  goods.   C.  L/.    57 

Cotton  ties,  C.  L 37 

Fertilizer,  C.  L, 29 

Cabbage,  onions  and  potatoes.  C.  I.. 57 

Furniture,  rated  4th  class  in  Southern  Class'n,  C.  L, 97 

Fresh  meat,  C.  I- 88 

Fruit  jars    (glass).   C.    T- 64 

Glucose,    C.    L 41 

Grease,   axle.  C.   L r>2 

Iron,  special,   C.  L. 4C 

Molasses  and  syrup.  C.  I., 54 

Petroleum  and  Its  products,  C.  L 4G 

Packing-house  products,   C.   L. 63 

Paints,  dry  or  liquid,  C.  L 50 

Paper  bags.  C.  L 47 

Paper,  wrapping.   C.    I. 47 

Paper,   newsprint.   C.   L 47 

I'iln-s    sewer.   C.    \. ! 

I'l.-istrr,  wall.   C.    L, 22 

Plaster  board.  C.  L 26 

Roofing,  prepared  or  composition.  C.  L 43 

Slate,  C.  L, 38 


rate, 
cents. 
70 
46 
62 
24 
24 
24 
64 
46 
32 
64 
111 
96 
72 
50 
52 
54 
58 
62 
74 

i;i 

50 
68 

58 
32 
22 
26 
50 
42 


Soap,  C.  L, 47 

Soda,  caustic  and  sal,  C.  L, 44 

soda,  silicate  of,  C.  L,.   44 

Starch,  C.  L..   54 

Stone,  rough  blocks.  C.  L 26 

Stone,  dressed  blocks,  C.  L 32 

Stone  monuments.  C.  L Mi 

Stoves  and  ranges.  C.  L 75 

Till-,  hollow  building.  C.  L 30  30 

\Viigona,   fiirm,  C.  I, 61  70 

In  adjusting  rates  on  commodities  other  than  those  men- 
tioned in  the  foregoing  table,  that  is  to  say,  the  commodities 
that  are  to  be  given  85  per  cent  of  the  St.  Louis-New  Orleans 
rate,  are  to  be  made  in  according  to  the  following  formulae: 

"Rates  on  said  commodities  from  St.  Louis  to  points  other 
than  New  Orleans  in  the  Mississippi  Valley  shall  not  exceed 
rates  which  bear  the  same  percentage  relationship  to  the  rates 
to  New  Orleans  as  the  first-class  rates  from  St.  Louis  to  such 
points  bear  to  the  contemporaneous  first-class  rates  to  New 
Orleans. 

"Rates  on  said  commodities  from  Cincinnati  and  other  Ohio 
River  crossings  and  from  Chicago  to  the  Mississippi  Valley  shall 
not  exceed  rates  which  bear  the  same  percentage  relationship 
to  the  rates  from  St.  Louis  as  the  first-class  rates  from  such  points 
bear  to  the  contemporaneous  first-class  rates  from  St.  Louis  to 
the  same  points. 

"Rates  on  said  commodities  between  Nashville,  on  the  one 
hand,  and  Ohio  and  Mississippi  River  crossings  and  related 
points,  on  the  other,  shall  not  exceed  rates  which  bear  the 
same  percentage  relationship  to  the  first-class  rates  to  and  from 
Nashville  that  the  rates  prescribed  herein  from  St.  Louis  and 
Louisville  to  New  Orleans  bear  to  the  contemporaneous  first- 
class  rates  from  St.  Louis  to  New  Orleans. 

"In  those  instances  where  rates  published  on  commodities 
are  constructed  on  the  basis  of  differentials  over  the  rates  to 
and  from  the  basing  points  to  and  from  which  rates  are  pre- 
scribed herein,"  said  the  Commission,  "the  rates  from  said  dif- 
ferentially related  points  shall  be  revised  so  as  to  preserve  the 
existing  relationships  except  where  otherwise  provided  herein. 
On  fresh  meats  and  packing-house  products,  for  example,  from 
Missouri  River  and  interior  Iowa  points  to  the  Mississippi  Valley 
the  existing  relationship  between  those  packing-house  points 
and  St.  Lous  should  be  preserved. 

"We  further  find  that  rates  constructed  on  this  basis  will 
be  just  and  reasonable  for  the  purpose  of  effecting  the  required 
revision  of  rates  under  the  fourth  section.  Our  findings,  how- 
ever, are  without  prejudice  to  any  different  conclusions  that  may 
be  reached  on  a  more  comprehensive  record  dealing  with  the 
measure  of  such  rates  for  particular  movements,  with  the  gen- 
eral level  of  rates  in  the  Mississippi  Valley  or  with  the  relation- 
ship of  such  rates  to  the  rates  to  and  from  points  in  the  south- 
east and  the  southwest.  The  suspended  northbound  rates  from 
Mississippi  Valley,  in  so  far  as  they  do  not  exceeded  southbound 
rates  between  the  same  points  constructed  on  the  basis  herein 
prescribed,  have  been  justified." 

With  respect  to  the  rates  on  grain  and  grain  products  to 
the  points  in  question,  the  findings  of  the  Commission  are  as 
follows : 

"We  find  that  the  suspended  rates  on  grain  and  grain  prod- 
ucts to  Mississippi  Valley  points  have  not  been  justified  and  that 
for  the  purpose  of  complying  with  the  fourth  section  require- 
ments reshipping  rates  on  grain  and  grain  products  from  St. 
Louis  to  Memphis  and  New  Orleans  should  not  be  increased  to 
exceed  rates  of  12.5  cents  to  Memphis  and  31.5  cents  to  New 
Orleans.  In  all  other  instances  where  reshipping  rates  are  in 
effect,  they  should  be  revised  in  harmony  with  the  rates  pre- 
scribed from  St.  Louis  to  Memphis  and  New  Orleans,  distance 
considered. 

"Local  rates  from  and  to  the  above-mentioned  points  should 
be  revised  in  harmony  with  the  reshipping  rates  constructed  on 
the  above  basis  and  local  rates  from  or  to  other  points  should 
be  made  with  relation  to  the  local  rates  so  ascertained,  distance 
considered. 

"It  has  been  customary  to  adjust  the  rates  from  important 
producing  regions  to  Mississippi  Valley  points  through  a  number 
of  the  important  grain  markets,  so  that  the  sums  of  the  rates 
into  and  out  of  such  markets  have  in  most  cases  been  on  a  sub- 
stantial equality.  In  revising  the  reshipping  and  local  rates  as 
above  provided,  the  existing  equalization  through  the  so-called 
primary  markets  should  as  far  as  possible  be  maintained,  even 
though  necessary  to  depart  from  a  distance  basis." 
Further  formal  findings  are  as  follows: 
"We  find  that  the  proposed  revision  of  rates  to  Nashville 
from  Virginia  cities,  Boston,  New  York,  and  other  points  in 
trunk  line  territory,  and  from  points  on  the  Seaboard  Air  Line 
and  Atlantic  Coast  Line  in  North  Carolina,  South  Carolina, 
Georgia,  Florida,  and  Alabama  has  been  justified. 

"We  further  find  that  as  to  schedules  naming  rates  to  Nash- 
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ville  and  intermediate  points  under  which  the  present  rates  to 
Nashville  are  observed  as  maxima  at  intermediate  points  the 
proposed  revision  has  been  justified." 

The  schedules  excepted  from  the  requirement  of  cancellation 
are  either  tnose  which  were  withdrawn  at  the  hearings,  as  for 
instance  the  rates  on  asphalt,  or  because  there  was  no  objec- 
tion to  them,  as  for  illustration,  the  revisions  from  the  Caro- 
linas,  Florida,  Georgia  and  Alabama  to  Nashville.  These  revi- 
sions continued  the  existing  rates  but  restricted  the  routing  of 
the  traffic. 

In  the  first  report  on  this  case  the  Commission  prescribed 
the  class  rates  that  might  be  published  in  conformity  with  the 
determination  of  the  carriers  to  put  what  they  called  unduly 
depressed  rates  to  and  from  the  Mississippi  Valley  territory  on 
a  "dry  land  basis." 


WESTERN  PASSENGER  FARES 

The  Commission  has  dismissed  No.  11541,  Arizona  Corpora- 
tion Commission  et  al.  vs.  Arizona  Eastern  Railroad  Company 
et  al.,  opinion  No.  7215,  64  I.  C.  C.  253-6,  holding  that  passenger 
fares  between  'points  in  Arizona  and  destinations  in  Nevada,  be- 
tween points  in  Arizona  and  points  in  New  Mexico,  between 
points  in  New  Mexico  and  points  in  Nevada,  and  between  points 
in  Arizona,  Nevada  and  New  Mexico  and  points  outside  those 
states  were  and  are  not  unreasonable,  unjustly  discriminatory 
or  unduly  prejudicial. 

In  dismissing  the  complaint  the  Commission  upheld  as  not 
unreasonable  or  otherwise  unlawful  a  general  basis  of  passenger 
fares  on  the  main  lines  of  the  railroad  of  4.8  cents  per  mile; 
5.4  cents  per  mile  on  the  Denver  &  Rio  Grande  in  New  Mexico, 
and  a  basis  of  6  cents  on  the  Los  Angeles  and  Salt  Lake  in 
Nevada  and  portions  of  the  Arizona  Eastern  in  Arizona.  It  also 
approved  interstate  bases  on  Che  branch  lines  of  some  of  the  de- 
fendants as  high  as  7.2  cents  per  mile. 

This  approval  of  the  high  bases  is  the  result  of  the  Com- 
mission's determination  to  adhere  to  its  decisions  in  the  Nevada 
&  Arizona  State  Rate  Cases,  60  I.  C.  C.  623,  and  61  I.  C.  C.  572. 
In  those  cases  it  held  that  the  increased  interstate  fares  were 
reasonable  and  required  corresponding  increases  in  intrastate 
fares  as  a  method  for  removing  unjust  discrimination  against 
interstate  commerce. 

Commissioners  Campbell,  Aitchison  and  Eastman  dissented, 
the  former  writing  a  separate  opinion.  In  that  he  pointed  out 
that  the  usual  basis  almost  over  the  whole  country  is  3.6  cents 
per  mile.  Quoting  from  the  Commission's  Decision  in  Nebraska 
Rates,  Fares  and  Charges,  60  I.  C.  C.  305,  he  said  that  the  Com- 
mission had  there  called  attention  to  the  fact  that  "Minor  dif- 
ferences in  circumstances  and  conditions  are  not  reflected  in  the 
fares." 

Simplicity  and  uniformity,  he  said,  seem  to  require  that 
in  certain  circumstances  the  Commission  disregard  differences  in 
conditions.  He  called  attention  to  the  fact  that,  regardless  of 
heavy  traffic  density  in  New  England  and  in  Trunk  Line  terri- 
tories and  regardless  of  the  light  traffic  density  in  many  west- 
ern and  far  western  states,  the  basis  of  3.6  per  mile  generally 
applied.  Practically  the  whole  country  is  averaged,  he  said, 
and  given  a  common  basis. 

"I  can  see  no  good  reason,"  said  Mr.  Campbell,  "for  excepting 
a  comparatively  small  portion  of  the  west  and  charging  it  fares 
considerably  above  the  average,  while  we  do  not  except  the  east- 
ern territories  and  afford  them  a  basis  less  than  the  average." 


SINGLE-DECK  LIVESTOCK  CARS 

The  limitation  on  the  two-for-one  rule  covering  requests  for 
double-deck  cars  for  loading  hogs  in  Official  Classification  terri- 
tory, condemned  by  the  Commission  in  a  report  on  I.  and  S.  No. 
1377,  Substitution  of  Single-Deck  for  Double-Deck  Cars  Ordered, 
opinion  No.  7214,  64  I.  C.  C.  251-2,  was  proposed  by  the  carriers 
because  they  desired  to  get  back  to  the  pre-war  basis  instead  of 
remaining  on  the  basis  prescribed  by  the  Director-General.  Dur- 
ing federal  control  a  rule  was  established  providing  that  at 
primary  markets  two  single-deck  livestock  cars  would  be  fur- 
nished for  the  transportation  of  hogs  under  certain  conditions  of 
time  and  notice.  That  rule,  the  carriers  said,  resulted  in  de- 
mands for  excessive  service,  without  substantial  benefit,  they 
said,  to  livestock  shippers  as  a  whole.  In  time  of  car  shortage 
the  rule  resulted  in  the  creation  of  unusual  shortages  at  country 
stations,  and  extra  services  in  trying  to  meet  the  demands. 

The  great  objection  to  the  proposed  rule  was  the  limitation 
that  the  rule  would  apply  only  when  the  request  for  double-deck 
cars  did  not  exceed  20.  In  cases  where  the  demand  exceeded 
twenty  it  was  provided  that  the  rule  would  only  apply  if  the 
stock  to  be  loaded  could  have  been  transported  in  double-deck 
cars  of  standard  size,  namely,  not  exceeding  36  feet  and  7  inches 
in  length. 

Objections  to  the  limitation  were  such  that  the  Commission, 
if  the  carriers  had  not  offered  to  amend  it,  would  have  held  it  to 
be  unreasonable,  without  qualification.  At  the  hearing  they 
offered  to  extend  their  table  of  equivalents  to  include  40  cars. 
That  was  satisfactory  to  most  of  the  protestants,  so  the  condem- 
nation is  without  prejudice  to  publish  a  rule  in  which  the  limit 


shall  be  forty  cars.    Any  excess  over  40,  the  earners  said,  would 
be  handled  as  if  a  separate  order  had  been  given  for  the  excess. 

TIME  ZONE!NVESTIGATION 

In  the  sixth  supplemental  report  on  No.  10122,  Standard 
Time  Zone  Investigation,  opinion  No.  7221,  64  I.  C.  C.  281-2,  the. 
Commission  authorized  the  Akron,  Canton  &  Youngstown,  operat- 
ing in  northern  Ohio,  to  establish  the  boundary  between  eastern 
Standard  and  Central  time  zones  so  far  as  the  northern  Ohio 
Railway.  Part  of  its  system  is  concerned  at  New  London,  Ohio. 
Points  east  of  New  London  will  be  in  the  eastern  and  points 
west  in  the  central  zone.  In  granting  permission  to  the  appli- 
cant, to  carry  standard  central  time,  on  the  Northern  Ohio,  from 
Plymouth  to  New  London  for  operating  purposes,  Commissioner 
Aitchison,  author  of  the  report,  said  the  grant  was  made  on  an 
expressed  undertaking  on  the  part  of  the  applicant  to  show 
in  its  public  advertisements,  its  time  cards  intended  for  public 
use,  bulletin  boards  in  stations,  and  in  other  like  ways  the  ar- 
rival and  departure  of  trains  between  those  stations  with  ref- 
erence to  standard  eastern  time.  That  condition  was  prescribed 
because  physically  that  stretch  of  the  Northern  Ohio  lies  with- 
in the  eastern  zone. 

The  application  was  for  the  inclusion  of  the  Northern  Ohio, 
as  a  whole  in  one  of  the  other  of  the  districts,  or  in  the  alterna- 
tive of  the  removal  of  the  time  breaking  point  from  Plymouth  to 
either  New  London  or  Carey. 


REFINING   IN   TRANSIT 

The  Commission  has  disapproved,  in  a  report  on  I.  &  S.  No. 
1386,  Refining  in  Transit  of  Copper  Articles  at  Laurel  Hill,  N.  Y., 
opinion  No.  7216,  64  I.  C.  C.  257-8,  the  cancellation  of  refining 
in  transit  arrangements  at  Nichols  Siding,  Laurel  Hill,  on  copper 
and  lead  moved  all-rail,  from  points  west  of  Buffalo  and  Pitts- 
burgh and  the  refined  product  moved  from  the  refinery  to  New 
England  destinations.  The  Commission  said  that  the  transit  ar- 
rangements were  established  to  place  Laurel  Hill  on  a  parity  in 
that  respect  with  refineries  at  New  Jersey  points,  such  as  Jersey 
City  and  Communipaw,  where  copper  is  treated,  and  Brills,  Perth 
Amboy,  Carteret  and  Chrome,  N.  J.,  where  lead  is  refined.  It 
said  that  cancellation  of  the  transit  arrangements  would  restore 
the  disparity  theretofore  existing.  It  said  that  the  service  per- 
formed by  respondents  on  copper  and  lead  moved  from  Arizona, 
for  example,  via  Galveston  and  the  Mallory  S.  S.  Co.  or  the 
Morgan  Line  Steamers  to  New  York,  is  identical  with  that  per- 
formed on  all-rail  shipments.  Division  satisfactory  to  the  rail- 
roads, it  said,  'had  been  arranged  on  rail-gulf-and-rail-traffic  and 
transit  on  such  traffic  was  consequently  maintained.  In  this 
case  it  said  that  each  respondent  had  admitted  that,  if  reasonable 
compensation  for  the  service  performed  'by  it  on  all-rail  could 
be  obtained,  it  would  willingly  participate  in  continuance  of  the 
refining  in  transit  arrangements  under  consideration.  The  Com- 
mission said  that  it  had  often  pointed  out  that  a  disagreement 
hetween  carriers  as  to  divisions  of  rates  was  no  justification  for 
an  increase  in  them.  Therefore  they  will  have  to  cancel  their 
schedules  and  come  to  an  agreement  as  to  divisions  or  the  Com- 
mission will  prescribe  the  formulae  for  dividing  the  rates,  and 
the  maintenance  of  the  refining  in  transit  arrangement. 


INTERCHANGE  SWITCHING  AT  TOPEKA 

The  Commission,  in  a  report  on  I.  and  S.  No.  1367,  Inter- 
change Switching  at  Topeka,  opinion  No.  7217,  64  I.  C.  C.  259- 
60,  has  condemned  as  unjustified,  the  proposed  cancellation  by 
the  Rock  Island  of  charges  on  carload  traffic  from  interchange 
tracks  in  Topeka,  to  state  institutions  and  industries,  located 
on  spur  tracks  adjacent  to  but  outside  the  Topeka  district.  The 
cancellation  would  have  brought  into  operation  higher  road- 
haul  charges,  which,  under  their  switching  tariffs,  other  carriers 
to  and  from  Topeka  could  not  absorb.  Prior  to  February,  1916, 
Topeka  class  and  commodity  rates  applied  to  and  from  the  spur 
tracks.  At  that  time,  at  the  request  of  the  Kansas  state  com- 
mission, the  Rock  Island  made  its  switching  tariff  applicable 
to  the  spur  tracks,  the  result  being  a  considerable  reduction  in 
the  charges.  The  switching  charges  were  not  increased  under 
General  Order  No.  28,  but  were  under  Ex  Parte  No.  74.  The 
Rock  Island,  however,  was  not  satisfied  with  two  cents  per  100 
minimum  $8  per  car  and  proposed  to  cancel  the  application  of 
the  switching  tariff. 

At  the  hearing  the  Rock  Island  expressed  a  willingness  to 
negotiate  with  connecting  lines  for  the  establishment  of  joint 
rates  to  the  spurs  out  of  which  it  shall  receive  divisions  equal 
to  the  switching  charges  now  absorbed  by  connections.  Absorp- 
tion is  now  made  on  competitive  traffic.  As  to  non-competitive 
not  moving  on  Topeka  rates  the  Rock  Island  is  willing  to  pub- 
lish, in  its  road-haul  tariffs,  rates  equal  to  its  present  switch- 
ing charges,  to  apply  as  proportionals.  On  that  traffic  the  ex- 
cess over  the  Topeka  rates  would  remain  as  at  present,  a  charge 
against  the  shippers.  The  protestants  accepted  that  offer,  so 
the  condemnation  is  without  prejudice  to  the  establishment  of 
the  rates  as  proposed,  as  a  substitute  for  what  now  exists  and 
for  what  was  proposed. 
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RATES    ON    ASPHALT 

The  Commission,  in  a  supplemental  report  on  I.  and  S.  1303, 
Kates  (in  Asphalt  from  Qulf  Ports  to  Stations  on  the  Nashville, 
Chattanooga  &  St.  Louis  Railway  Kast  of  Nashville,  64  I.  C.  C. 
(galley  proof  without  opinion  or  page  numbers),  written  by  Com- 
missioner Daniels,  has  condemned  as  not  having  been  justified, 
rates  on  asphalt  from  Gulf  ports  to  the  parts  of  the  N.  C.  &  St. 
L.  Ry.  before  mentioned.  The  suspended  schedules,  supplement 
numbers  11  and  12,  Speiden's  I.  C.  C.  402,  are  to  be  cancelled  not 
later  than  November  21. 

In  a  prior  report  covering  asphalt  rates  the  Commission 
approved  a  compromise  rate  of  30.5  cents  to  Ohio  River  crossings 
from  the  Gulf  ports  and  25.5  to  Memphis.  When  that  had  been 
done  Speiden  filed  the  supplements  involved  in  this  phase  of 
the  case,  higher  than  the  rates  to  the  Ohio  River  crossings  and 
in  Memphis,  but  lower  than  the  class  A  rates  that  are  in  effect 
now.  For  illustration,  the  present  rate  from  New  Orleans  and 
Gulf  ports  to  Tullahoma,  Tenn.,  is  59.5  cents.  In  the  schedules 
which  were  under  suspension  in  the  Ohio  River  crossings  part 
of  the  case,  the  carriers  proposed  a  commodity  rate  of  36  cents. 
When  the  Commission  required  the  carriers  to  get  rid  of  the 
supplements  for  application  to  Ohio  River  crossings,  Speiden 
filed  the  supplements  under  suspension  in  this  case  proposing  a 
rate  of  40.5  cents  to  Tullahoma. 

Commissioner  Daniels  said  that  while  the  rate  of  40.5  cents 
to  Tullahoma,  used  for  purposes  of  illustration,  compared  favor- 
ably with  rates  from  New  Orleans  to  destinations  in  Alabama 
and  Georgia  for  similar  distances,  it  would  have  been  appropriate 
to  compare  it  with  the  rates  established  for  application  to  the 
Ohio  River  crossings.  Such  a  comparison,  he  said,  would  show 
that  the  proposed  rates  could  not  be  justified. 


WOOLEN  YARN  FROM  SKOWHEGAN 

The  Commission  in  a  report  on  I.  and  S.  No.  1369.  woolen 
yarn  from  Skowhegan,  Me.,  to  Boston  and  other  points,  opinion 
\(i.  7218,  64  I.  C.  C.  261-3,  has  held  as  unjustified  the  proposed 
cancellation  of  any-quantity  commodity  rates  on  woolen  yarn 
from  Skowhegan  to  Portland,  Me.,  Soya,  N.  H..  Boston,  certain 
points  taking  Boston  rate  and  New  York,  in  so  far  as  applicable 
to  interstate  traffic.  ' 

The  New  England  carriers  undertook,  as  a  method  for  in- 
creasing their  revenues,  to  cancel  out  all  less  than  carload  com- 
modity rates,  because  the  Commission  in  its  report  in  the  New- 
England  Division  case,  62  I.  C.  C.  513,  commented  upon  the 
maintenance  of  such  commodity  rates  in  a  way  to  indicate  that 
in  its  opinion  less-than-carload  commodity  rates  are  sub-normal. 
The  Main  Central  contended  that  in  light  of  the  Commission's 
approval  of  the  Anderson  scale,  that  the  class  rates  would  be 
reasonable  and  normal. 

The  Commission  did  not  in  this  case  say  anything  about  the 
reasonableness  of  any-quantity  or  L.  C.  L.  commodity  rates, 
called  attention  to  the  fact  that  the  rates  on  yarn  and  finished 
cloth  are  the  same,  and  that  the  cancellation  of  one  of  the  two 
any-quantity  rates  would  increase  the  disadvantage  under  which 
the  protestant  in  this  case  has  been  laboring. 


IMPORTED  FLINT  PEBBLES 

The  Commission  has  dismissed  No.  11683,  Silica  Sand  Pro- 
ducers' Traffic  Association  of  Illinois  vs.,C.  B.  &  Q.,  Director- 
General,  et  al.,  opinion  No.  7227,  64  I.  C.  C.  302-4,  holding  that 
the  rates  on  import  flint  pebbles,  carloads,  from  New  York  to 
Ottawa,  Wedron,  Millington,  and  Oregon,  111.,  are  not  unreason- 
able. The  flint  pebbles  are  used  by  the  complainants  as  an 
abrasive  for  rebusing  silica  sand  to  finer  grades  than  can  be 
had  without  such  process.  Forty  carloads  were  moved  from  New 
York  to  the  Illinois  sand  producing  point  within,  as  the  report 
said,  50  months  prior  to  the  filing  of  complaint.  The  pebbles 
were  valued  from  $9.50  per  ton  in  1909,  to  $27  per  ton  during 
the  last  few  years.  From  May  1,  1915  to  May  14,  1918,  the 
rate  to  Ottawa,  Wedron  and  Millington  was  25.4  cents,  and  to 
Oregon  27  cents.  Under  General  Order  No.  28,  the  rates  were 
increased  to  36.5  and  39  cents;  the  latter  was  subsequently  re- 
duced to  38.5.  The  complainant  contended  that  the  rates  were 
made  contrary  to  the  terms  of  General  Order  No.  28,  because 
increases  were  greater  than  those  authorized  for  application 
to  sand  and  gavel.  The  Commission  said  that  ordinarily  sand 
and  gravel  do  not  cover  grinding  pebbles,  which  are  a  higher 
grade  commodity  serving  a  different  purpose.  In  any  event 
the  Commission  said  the  reasonableness  of  the  rates  would  not 
be  determined  by  the  construction  to  be  placed  on  the  Director- 
General's  big  rate  order. 


ORE   AND   CONCENTRATES 

In  a  report  written  by  Commissioner  Aitchison  on  No.  11396, 
Mason  Valley  Mines  Co.  vs.  Western  Pacific  et  al.,  opinion  No. 
7253,  64  I.  C.  C.  477-84,  the  Commission  condemned  as  unreason- 
able rates  on  ore  and  concentrates  from  Paxton  and  Engels,  Cal., 
t<>  \Vabusta,  Nevada,  to  the  extend  that  they  exceeded,  exceed  or 
may  exceed,  a  scale  based  on  value  of  the  ore  or  concentrates  to 
be  shipped  beginning  with  ore  or  concentrates  valued  at  $20  per 


ton,  graded  HO  as  to  have  a  higher  rate  for  each  $10  of  added 
value  until  $150  Is  reached,  the  rate  from  Paxton  on  stuff  valued 
at  $20  per  ton  to  be  $2.90.  For  each  $10  per  ton  of  added  value 
the  rate  is  to  be  Increased  30c,  so  that  on  ore  or  concentrates 
valued  at  $150  the  rate  will  be  $6.80  per  ton.  The  rate  from 
Kngels  on  ore  and  concentrates  valued  at  not  more  than  $20 
per  ton  is  to  be  $3.90  with  like  additions  of  30c  per  ton  for 
each  Increase  of  $10  per  ton  in  valuation.  These  rates  are  to 
be  published  on  or  before  February  23.  The  rates  and  values, 
the  report  of  the  Commission  said,  shall  be  subject  to  revision 
in  accordance  with  value  determined  by  the  smelter  and  certi- 
fied by  the  carrier.  The  Commission  also  said  that  the  carrier 
or  shipper  should  go  by  the  usual  form  of  certificate  of  declara- 
tion or  agreement  as  to  value.  Provision  for  making  the  rates 
effective  is  made  in  released  rates  order  No.  390,  issued  as  part, 
of  the  Commission's  order. 

The  Commission's  report  in  this  case  is  unlike  any  of  those 
recently  put  out,  if  not  unlike  any  ever  before  promulgated,  in 
that  it  mentions  the  "public  interest"  as  being  served  by  the 
rates  which  were  being  decreed  in  the  order. 

"Upon  all  the  facts  of  record  we  are  of  opinion,"  says  the 
report,  "and  find,  that  it  is  desirable  in  the  public  interest  that 
the  defendant,  as  they  participate  in  the  transportation,  to  es- 
tablish joint  rates  on  ore  and  concentrates  in  carloads,  minimum 
weight  40,000  pounds,  from  Paxton  and  Engels  to  Wabusta,  and 
that  the  existing  rates  for  such  transportation  are,  or  for  the 
future  will  be  unreasonable  to  the  extent  that  they  exceed  or 
may  exceed  those  shown"  in  the  scales  before  mentioned. 

The  language  about  public  interest  apparently  was  made 
desirable  by  the  fact  that  there  were  no  joint  rates  when  the 
complaint  was  filed,  but  the  Commission  thought  there  should  be 
and  that  such  joint  rates  should  be  considerably  lower  than 
the  combination  against  which  the  complaint  is  filed. 

The  report  also  covers  No.  11396,  Sub  No.  1,  G.  H.  Goodhue 
et  al.  vs.  Same. 


RATES   ON    LIQUID   ASPHALT 

In  a  report  on  11773,  Philip  Carey  Mfg.  Co.  et  al.  vs.  Ala- 
bama &  Vicksburg,  Director-General,  et  al.,  opinion  No.  7224, 
64  I.  C.  C.  292-6,  the  Commission  held  that  the  rates  on  liquid 
asphalt  in  tank  cars  from  Louisiana  refining  points  to  Cincin- 
nati were  and  are  not  unreasonable  or  unduly  prejudicial,  except 
in  so  far  as  the  rates  from  Mereaux  to  Cincinnati  exceeded  25 
cents  in  the  period  from  June  25,  1918,  to  June  8,  1919.  Twenty- 
five  cents  was  the  rate  from  New  Orleans  to  Cincinnati  and  the 
Commission  was  of  the  opinion  that  that  would  have  been  the 
proper  rate  from  Mereaux.  Reparation  is  to  be  made  to  that 
basis. 


RATES  ON  CANNED  SALMON 

The  assessment  of  full  local  fifth-class  rates  on  a  carload  of 
canned  salmon  between  Portland,  Ore.,  and  Los  Angeles,  when 
canned  fruits  and  vegetables  enjoyed  a  commodity  rate  consid- 
erably lower,  was  unjust,  according  to  W.  W.  Manker,  assistant 
traffic  manager  for  Armour  ft  Co.,  who  testified  at  the  hearing 
on  No.  13041,  Armour  &  Co.  vs.  Director-General,  before  Examiner 
R.  L.  Shanafelt  in  Chicago,  November  23.  The  car  in  question, 
which,  according  to  Mr.  Manker,  was  shipped  from  Seattle  De- 
cember 26,  1918,  moved  to  Portland  via  the  O.  W.  R.  &  N.  line 
under  a  commodity  rate  of  15  cents.  From  Portland  to  San  Fran- 
cisco the  local  class  rate  of  35  cents  was  applied,  and  34  y2  cents, 
the  class  rate,  was  also  added  for  the  haul  beyond  to  Los  Angeles. 
Contemporaneously,  according  to  the  witness,  there  was  in  effect 
via  the  Southern  Pacific,  over  which  the  car  involved  moved,  a 
commodity  rate  of  50  cents  on  canned  fruit  and  vegetables  from 
Portland  to  Los  Angeles.  He  asked  reparation  to  the  basis  of 
that  rate  plus  the  15-cent  commodity  rate  from  Seattle  to  Port- 
land. 

On  December  16,  1919,  according  to  the  complainants,  the  50- 
cent  rate  for  the  Southern  Pacific's  portion  of  the  haul  was  made 
applicable  also  on  canned  fish  as  a  direct  result  of  an  application 
made  by  the  complainants.  Exhibits  were  introduced  purporting 
to  show  that  canned  food  rates  generally  throughout  western 
territory  were  applicable  on  canned  fish  as  well  as  on  fruits  and 
vegetables.  It  was  contended  that  the  salmon  loaded  heavier 
than  the  usual  lading  on  other  canned  food  products,  the  lading 
on  the  car  in  question  being  over  72,000,  whereas  the  classification 
and  commodity  minimum  on  fruits  and  vegetables  was  36,000 
pounds. 

A.  E.  Marti,  appearing  for  the  Director-General,  took  the 
position  that  the  50-cent  commodity  rate  on  fruits  and  vegetables 
was  less  than  reasonable  and  that  it  had  been  instituted  in  the 
first  place  to  enable  Oregon  fruit  and  vegetable  canners  to  com- 
pete with  California  producers  of  the  same  products,  and  because 
of  coastwise  water  competition.  He  said  no  competition  between 
Oregon  and  California  existed  in  the  canned  salmon  trade  because 
neither  state  produced  any.  He  pointed  to  the  single  car  under 
consideration  as  being  the  only  one  which  moved  between  Decem- 
ber, 1918,  and  March,  1919,  and  said  that  it  proved  the  movement 
to  be  sporadic. 
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Tentative  Reports  of  the  Commission 


RATES  ON   GASOLINE 

A  holding  of  unreasonableness  and  award  of  reparation  has 
been  recommended  by  Examiner  John  H.  Howell  in  a  Report 
on  No.  12571,  Joseph  Russell,  doing  business  under  the  name  and 
style  of  Auto  Gas  &  Oil  Co.,  vs.  Oregon  Short  Line,  Director- 
General,  et  al.,  as  to  the  rates  on  40  carloads  of  gasoline  shipped 
between  October  13,  1918,  and  November  24,  1919,  from  Los  An- 
geles. Colegrove,  Avon  and  Coalinga,  Cal.,  to  Butte,  Mont.  The 
complainant  paid  rates  of  $1.09%  from  Los  Angeles,  Colegrove 
and  Avon  and  $1.37  from  Coalinga,  which  were  the  fifth  class 
rates  in  effect  prior  to  June  25,  1918,  plus  an  increase  of  4.5 
cents  under  the  modified  General  Order  No.  28.  Contemporane- 
ously there  was  a  commodity  rate  of  94.5  cents  applicable  from 
the  four  points  of  origin  named  to  destinations  east  of  Ogden 
and  Salt  Lake  City  all  the  way  to  the  Atlantic  seaboard.  This 
rate  did  not  apply  via  Butte,  while  the  shipments  were  being 
made,  but  it  was  made  applicable  via  that  point  on  February  29, 
1920. 

According  to  the  examiner's  report,  when  the  complainant 
started  business  he  met  the  competition  of  the  Continental  Oil 
Company,  which  shipped  gasoline  from  Wyoming,  principally 
from  Greybull.  Desiring  to  obtain  a  somewhat  higher  grade 
gasoline,  he  bought  fuel  in  California.  As  his  competitive  rate 
from  Greybull  was  64.5  cents  he  had  to  absorb  a  difference  in 
freight  charges  of  more  than  2  cents  per  gallon.  He  has  made 
no  shipments  in  California  since  those  upon  which  he  asked 
reparation,  but  he  said  that  if  the  reduction  in  freight  rates  for 
which  he  had  asked  were  made  and  commercial  conditions 
changed  somewhat  he  might  be  able  to  resume  shipping  from 
California.  Russell  asked  for  the  retroactive  application  of  a 
rate  of  83.5  cents  based  on  75  per  cent  of  the  fifth  class  rate,  in 
effect  prior  to  June  25,  1918,  plus  the  commutation  of  4.5  cents. 
The  examiner  said  that  the  Commission  should  find  that  the 
rates  made  by  Russell  were  unreasonable  only  to  the  extent  that 
they  exceeded  94.5  cents,  the  blanket  rate  applicable  to  the 
east  of  Utah  points. 


RATE    ON    OILCLOTH 

In  a  tentative  report  on  No.  12693,  Portland  Traffic  and 
Transportation  Association  et  al.  vs.  Spokane,  Portland  &  Seattle, 
Examiner  John  H.  Howell  has  recommended  a  holding  of  unrea- 
sonableness and  an  award  of  reparation,  on  account  of  unrea- 
sonable rates  on  table  or  shelf  oilcloth,  from  Peekskill,  N.  Y., 
and  Rock  Isand,  111.,  to  Portland,  Ore.,  shipped  in  September, 
1920,  and  January,  1921.  The  rates  were  $3.755  from  Peekskill 
and  $3.335  from  Rock  Island.  The  examiner  said  the  rates 
should  be  held  unreasonable  because  and  to  the  extent  that  they 
exceeded  $1.835  from  Peekskill  and  $1.50  from  Rock  Island.  The 
lower  rates  to  the  basis  of  which  reparation  is  to  be  made  were 
those  applicable  to  floor  or  carpet  oilcloth. 

Until  March  15,  1918,  the  same  rates  were  imposed  on  both 
kinds  of  oilcloth.  On  that  day,  on  which  the  transcontinental 
railroads  published  rates  in  supposed  compliance  with  the  Com- 
mission's decision  in  Transcontinental  Rates,  46  I.  C.  C.,  236,  the 
rates  on  oilcloth  were  published  under  the  caption  "carpet  and 
carpeting."  Two  years  after  that  was  done  the  railroads  raised 
questions  about  the  applicability  of  rates  published  for  carpet 
and  carpeting  to  oilcloth  used  for  table  or  shelf  purposes.  They 
answered  that  it  could  not  be  done  and  imposed  third  class  in 
western  classification  territory  and  fourth  in  official  instead  of 
the  commodity  rate  on  the  oilcloth  that  could  be  listed,  by 
reason  of  its  use  as  carpet  or  carpeting. 

At  the  hearing  the  tariff  publishing  agents  could  defend  the 
higher  rates  on  shelf  or  table  oilcloth  only  by  saying  that  they 
had  not  been  able  to  procure  authority  from  one  of  the  lines 
to  make  the  same  rates  on  oilcloth  regardless  of  the  use  for 
which  it  might  be  intended. 


over  some  possible  routes  traffic  from  Arminius  Mines  would 
pass  through  Niles  en  route  to  Cleveland. 

RATES   ON  PETROLEUM 

In  a  tentative  report  on  No.  12535,  Fairmont  Creamery  Com- 
pany vs.  Director-General,  A.  T.  &  S.  F.  et  al.,  Examiner  J. 
Edgar  Smith  has  recommended  adherence  by  the  Commission 
to  the  position  it  took  in  Mid-Continent  Oil  Rates,  36  I.  C.  C. 
109,  that  rates  on  gas,  fuel,  and  crude  petroleum  prior  to  August 
26,  1920,  should  have  been  5  cents  less  than  the  rates  on  the 
higher  grade  refined  oils,  and  6  cents  after  August  25.  The  re- 
port also  covers  No.  12535  (Sub.  No.  1),  Hastings  Gas  Company 
et  al.  vs.  A.  T.  &  S.  F.  et  al.,  and  No.  12554,  Interstate  Oil  Com- 
pany vs.  Director-General  et  al. 

Examiner  Smith  said  that  in  effect  the  defense  of  the  Direc- 
tor-General was  a  move  by  him  for  a  revision  of  the  Commis- 
sion's decision  in  the  Mid-Continent  case;  he  said  that  the 
grounds  upon  which  the  revision  was  asked  were:  The  enlarge- 
ment of  the  Oklahoma  and  Kansas  groups  of  production,  result- 
ing in  increased  lengths  of  haul;  advances  in  the  values  of  all 
petroleum  products;  increased  wheelage  allowances  to  owners  of 
tank  cars;  excessive  cost  of  carrier  services;  and  the  reasonable- 
ness of  the  rates,  fifth  class  or  lower,  generally  applicable  to  the 
movements  of  petroleum  products  west  of  the  Mississippi  River. 
He  said  that  in  substance  of  all  the  matters  mentioned  had  been 
urged  in  prior  proceedings  and  it  would  be  a  threshing  over  of 
old  straw  to  beat  them  over  again.  Likewise  he  said  it  would 
serve  no  useful  purpose  to  consider  claims  made  by  the  com- 
plainants for  a  differential  in  rates  on  petroleum  products,  as 
between  higher  grades  and  lower  grades,  greater  than  the  basal 
adjustment  made  in  the  Mid-Continent  case  to  which  he  said 
the  Commission  had  consistently  adhered  ever  since.  That, 
he  said,  did  not  imply  that  the  Commission  should  be  rigidly 
bound  by  its  prior  decisions.  It  meant,  however,  he  said,  that 
what  the  Commission  had  prescribed  after  a  very  thorough 
general  investigation  and  had  reiterated  as  applied  to  specific 
instances  during  a  period  of  six  years  was  not  to  be  lightly  disre- 
garded by  carriers  or  modified  on  particular  complaints. 

Nothing  shown  in  these  cases  he  said  was  even  persuasive 
that  the  basal  differential  in  the  Mid-Continent  case  should  be 
ignored  or  changed.  Indeed  he  said  the  weights  and  values  of 
higher  grade  and  lower  grade  petroleum  products  demanded 
some  differential  and  the  one  prescribed  in  the  Mid-Continent 
case  was  decided  upon  after  mature  deliberation. 


RATE  ON  IRON   PYRITES 

Attorney-Examiner  W.  B.  Hunter  has  recommended  the  dis- 
missal of  No.  12403,  The  Grasselli  Chemical  Co.  vs.  Director- 
General,  Chesapeake  &  Ohio,  et  al.  on  a  holding  that  the  sixth- 
class  rate  of  $5.20  per  gross  ton  on  iron  pyrites,  from  Arminius 
Mines,  Va.,  to  Canton  and  Niles,  O.,  in  the  early  part  of  June, 
1919,  was  unreasonable,  and  in  violation  of  the  long  and  short 
haul  part  of  the  fourth  section,  because  and  to  the  extent  that 
it  exceeded  the  subsequently  established  commodity  rate  of 
$3.40  per  ton.  That  rate  was  in  effect  to  Cleveland  and  Sandusky, 
points  beyond  Canton  and  Niles  via  some  possible  routes,  when 
the  shipments  in  question  were  made.  The  examiner  said  that 
the  lower  commodity  rate  did  not  apply  via  Canton,  the  distance 
to  which  is  less  from  Arminius  than  to  Cleveland.  The  distance 
to  Niles  Is  greater  than  the  distance  to  Cleveland,  although 


CARLOAD  RATES  ON  SULPHUR 

Examiner  Warren  H.  Wagner,  in  a  report  on  No.  12255, 
Southern  Acid  and  Sulphur  Co.  vs.  Arizona  &  New  Mexico  et  al., 
has  recommended  a  holding  of  unreasonableness  as  to  the  car- 
load rate  in  sulphur,  ground,  refined  or  further  manufactured, 
at  Lake  Charles,  La.,  to  Texarkana,  from  Sulphur  Mine,  La., 
and  Bryanmound,  Freeport  and  Gulf  Hill,  Tex.,  to  south  Pacific 
coast  ports,  because  it  exceeded,  exceedds  or  may  exceed  $1.25 
per  100  pounds,  minimum  50,000,  with  reparation  to  that  basis. 

He  recommended  a  finding  that  the  rates  to  north  Pacific 
coast  points  are  not  unreasonable  or  otherwise  unlawful. 


RATES  ON   DRESSED  POULTRY 

Examiner  R.  L.  Shanafelt  has  recommended  the  dismissal 
of  No.  12423,  Armour  &  Co.  vs.  Atlantic  Coast  Line  et  al.,  on 
a  holding  that  the  rates  on  fresh  meat  and  dressed  poultry,  in 
straight  and  mixed  carloads,  from  Chicago,  South  St.  Paul, 
Kansas  City,  Springfield,  Mo.,  and  Louisville  to  Key  West,  Fla., 
for  export  to  Havana,  are  not  unreasonable. 


SAND,  ILLINOIS  TO  KENTUCKY  AND  TENNESSEE 
Examiner  Howard  Hosmer  has  advised  the  Commission  to 
dismiss  No.  12633,  Silica  Sand  Producers  Traffic  Assocation  et 
al.  vs.  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  et  al.,  on  a 
finding  that  the  rates  on  sand,  from  Ottawa,  Oregon,  Wedron 
and  Millington,  111.,  to  Bluestone  and  Farmer,  Ky.,  and  Erwin, 
Tenn.,  are  not  unreasonable.  The  report  also  covers  Nos. 

12641,  same  vs.  C.  B.  &  Q.  Railroad,  Director-General,  et  al.,  and 

12642,  same  vs.  C.  &  O.  Railway,  Director-General,  et  al. 


RATE  ON   STEEL   RAILS  IN   PENNSYLVANIA 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  proposed  by  Examiner  J.  P.  McGrath  in  a  report  on  No. 
11157,  Central  Pennsylvania  Lumber  Co.  vs.  Pennsylvania  Rail- 
road et  al.,  as  to  rates  on  intrastate  shipments  of  old  rails,  from 
Port  Allegany  to  Masten,  Pa.,  between  July  1,  1918,  and  Sep- 
tember 11,  1918,  because  and  to  the  extent  it  exceeded  $3.40  per 
ton. 
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GENERAL  RATE  INQUIRY  ORDERED 

Tht  Traffic  World  Washington  Bureau 

Another  general  Inquiry  into  rates.  In  accordance  with  the 
desires  of  the  railroad  executives,  expressed  in  the  resolution 
adopted  by  them  at  their  meeting  at  New  York,  November  16, 
has  been  ordered  by  the  Commission.  It  was  ordered  Novem- 
ber 23  and  announced  that  day.  It  is  formal  docket  No.  13293. 
In  importance  it  is  akin  to  Ex  Parte  No.  74,  also  initiated  be- 
cause of  representations  by  the  railroad  executives. 

This  investigation,  however,  will  not  be  a  further  proceed- 
ing under  Ex  Parte  No.  74.  Many  petitions  for  reopening  I  hat 
case  were  filed  with  the  Commission.  It  considered  them  all, 
but  decided  that  it  would  be  better  to  have  an  investigation 
initiated  by  itself,  without  reference  to  the  one  under  which 
it  permitted  the  carriers  to  increase  rates  in  August,  1920. 
Applications  for  reopening  were  made  by  various  industries,  so 
that,  if  the  Commission  had  acted  favorably  on  them,  it  might 
have  been  inferred  that  such  classes  of  shippers  as  had  not 
asked  for  reopening  would  not  be  included  within  the  scope  of 
the  new  case. 

The  new  proceeding  differs  from  other  general  proceedings 
in  that  it  is  limited  to  an  inquiry,  not  as  to  whether  rates  could 
be  raised  or  lowered  to  enable  the  carriers  to  obtain  revenues 
sufficient  to  give  them  a  net  railway  operating  income  of  5.5 
or  any  other  percentage  on  the  value  of  the  property  devoted 
to  transportation,  but  "to  determine  whether  and  to  what  ex- 
tent,  if  any,  further  general  reduction's  in  rates,  fares  ami 
charges  *  *  *  can  lawfully  be  required  by  order  or  orders 
of  tlic  Commission  under  section  1,  or  ojjier  pro\isions  <>r  ihti 
intersi;ite  commerce  act,  upon  any  commodities  or  description^ 
of  j.rajifij' 

Hearing  is  to  be  had  on  the  question  in  the  order  directing 
the  institution  of  the  investigation  at  the  Commission's  office, 
December  14.  The  order  has  been  served  on  all  railroads  sub- 
ject to  the  interstate  commerce  act.  Shippers,  not  being  parties 
to  a  general  proceeding  of  that  kind,  because  it  is  not  between 
parties,  are  expected  to  receive  information  through  their  usual 
channels  for  learning  about  public  matters. 

At  the  time  the  Commission  announced  the  inauguration 
of  this  general  inquiry  to  determine  whether  it  had  the  power 
to  order  any  general  reductions,  other  than  those  put  out  by 
it  in  the  live  stock  and  western  grain  rate  cases,  the  railroad 
executives  announced  that  they  had  filed  the  contemplated  ap- 
plication for  the  reopening  of  the  grain  rate  case  and  the  sub- 
stitution of  the  10  per  cent  general  reduction  on  the  agricul- 
tural commodity  list.  Actual  filing  of  that  application  was  de- 
layed a  few  days,  so  that  it  would  not  be  on  the  files  of  the 
Commission  ahead  of  the  order  directing  the  carriers  to  make 
the  reduction  in  rates  on  grain,  grain  products,  hay  and  straw. 

While  the  Commission's  force  was  preparing  the  order  for 
the  general  inquiry  as  to  the  extent  of  the  Commission's  power 
to  order  further  reductions,  and  while  the  publicity  department 
of  the  Association  of  Railway  Executives  was  preparing  the 
announcement  concerning  the  application  for  reopening  the 
western  grain  rate  case,  technical  tariff  men,  representing  car- 
riers in  all  sections  of  the  country,  were  conferring  with  Di- 
rector Hardie,  of  the  Commission's  bureau  of  traffic,  with  a 
view  to  devising  a  rule  under  which  the  10  per  cent  reduction 
could  be  brought  about  with  the  greatest  certainty  and  with 
the  minimum  of  expense  and  delay  hi  the  publication  of  tariffs. 
The  various  tariff  publishing  committees  held  meetings  in  New 
York,  Washington  and  Chicago,  on  the  two  days  preceding  the 
meeting  in  Mr.  Hardie's  office.  The  subject  was  discussed  by 
a  committee  composed  of  the  chairman  of  the  tariff  committees, 
with  R.  H.  Collyer,  of  the  Official  Classification  territory  com- 
mittee acting  as  chairman.  The  devising  of  a  rule  for  making 
blanket  supplements  that  would  accomplish  the  10  per  cent  re- 
duction early  was  discovered  to  be  one  of  the  hardest  matters 
of  that  kind  ever  undertaken. 

The  limitation  placed  on  the  order  directing  the  investiga- 
tion may  mean  much  or  nothing.  The  Commission  is  not  bound 
by  its  own  order  to  confine  its  inquiry  to  determine  to  what 
extent,  if  any,  it  may  order  further  general  reductions.  The 
law  says  it  shall  initiate  and  establish  rates,  which,  in  its 
judgment,  will  give  the  carriers  a  fair  return  on  the  value  of 
the  property  devoted  to  transportation.  An  order  instituting  an 
inquiry,  therefore,  in  so  far  as  it  relates  to  the  Commission 
itself,  is  mere  information  as  to  what  it  thinks  it  should  inquire 
about  when  it  starts  its  inquiry.  If  Information  should  be  de- 
veloped at  the  hearing  December  14  indicating  the  desirability 
of  increasing  the  scope  of  the  inquiry,  the  widening  of  the  scope 
could  be  accomplished  without  delay,  under  the  terms  of  the 
law  authorizing  the  Commission  to  initiate  and  establish  rates. 
That  power  is  granted  in  section  15-a.  The  power  to  order  re- 
ductions in  rates  is  granted  in  section  1,  declaring  unlawful,  un- 
just and  unreasonable  rates  and  saying  that  all  rates  shall  be  just 
and  reasonable. 

All  parts,  of  the  law,  however,  are  to  be  enforced  within 
the  constitutional  limitation  that  property  must  not  be  taken 
without  due  process  of  law  or  without  just  compensation. 

As  a  rule,  the  scope  of  a  hearing  of  such  nature  is  indi- 


cated soon  after  it  IB  begun.  Just  now,  the  question  most  fre- 
quently asked  among  shippers  is  as  to  whether  It  would  be 
possible  for  the  Commission,  without  colliding  with  the  Con- 
stitution, to  order  reductions  in  rates  on  any  commodities,  even 
on  live  stock  and  grain,  grain  products,  hay  and  straw,  as  has 
been  done  in  the  western  live  stock  and  western  grain  rate  cases. 
The  railroads,  in  announcing  the  plan  to  make  a  10  per  cent 
reduction,  pointed  out  that  they  were  deciding  on  It  notwith- 
standing that  their  return  had  been  much  less  than  the  law 
contemplates. 

In  connection  with  its  order  instituting  the  general  inquiry 
into  the  extent  of  its  power  of  reduction,  the  Commission  gave 
out  of  the  following: 

The  Commission  has  acted  recently  in  two  litigated  proceedings 
looking;  to  general  reductions  in  rates. 

The  first  was  based  on  complaint  by  producers  of  live-stock  and 
confined  to  rates  In  the  western  district.  The  reductions  recommend- 
ed became  effective  in  September.  Various  applications  for  modifi- 
cation or  extension  of  the  findings  were  argued  on  November  8. 

The  second  was  an  Investigation  instituted  in  July  into  the  rates 
on  hay  and  grain  in  the  western  district.  Many  state  commissions 
intervened.  The  findings  are  reported  in  64  I.  C.  C.,  86.  An  order 
thereunder,  effective  December  27,  on  five  days'  notice,  was  served 
on  November  21.  Meantime,  petitions  have  been  filed  by  representa- 
tives of  various  interests  asking  the  institution  of  investigations, 
more  or  less  general  in  scope,  with  a  view  to  effecting  reductions  In 
rates  on  various  descriptions  of  traffic,  and  the  carriers  have  indi- 
cated their  intention  to  effect  immediate  reduction  of  10  per  cent  In 
the  rates  in  all  districts  on  designated  products  of  the  farm  and  the 
ranch. 

All  petitions  have  received  careful  consideration,  but  it  has  seemed 
to  the  Commission  that  its  investigation  should  not  be  confined  to 
any  particular  descriptions  of  traffic  and  should  be  distinct  from  and 
without  prejudice  to  proceedings  on  complaint  already  filed  or  here- 
after to  be  filed.  The  order  now  issued  is  intended  to  elicit  what- 
ever information  may  be  lacking  as  a  guide  for  the  Commission  in 
its  further  action,  and  is  along  lines  under  consideration  -by  the  Com- 
mission for  some  time  past. 

The  order  instituting  the  investigation  is  as  follows: 

The  rates,  fares  and  charges  of  carriers  by  railroad  subject  to  the  ' 
interstate  commerce  act  being  under  consideration: 

It  is  ordered,  That  an  investigation  be,  and  it  Is  hereby,  instituted, 
to  determine  whether  and  to  what  extent,  if  any,  further  general 
reductions  in  the  rates,  fares  and  charges  of  carriers  by  railroad 
applicable  in  interstate  or  foreign  commerce  can  lawfully  be  required  ' 
by  order  or  orders  of  the  Commission  under  section  1  or  other  provi- 
sions of  the  interstate  commerce  act,  upon  any  commodities  or  de- 
scriptions of  traffic. 

It  is  further  ordered.  That  all  carriers  by  railroad  subject  to  the 
interstate  commerce  act  be,  and  they  are  hereby,  made  respondents 
to  this  proceeding;  that  a  copy  of  this  order  be  served  upon  each 
respondent;  that  the  respective  states  be  notified  of  this  proceeding  by 
sending  copies  of  this  order  by  registered  mail  to  the  governor  of 
each  state,  as  well  as  to  the  tribunal  thereof,  if  any,  having  regula- 
tory powers  over  common  carriers  by  railroad;  and  that  notice  of  this 
proceeding  be  given  to  the  public  by  depositing  a  copy  of  this  order 
in  the  office  of  the  Secretary  of  the  Commission  at  Washington,  D.  C. 

And  it  is  further  ordered.  That  this  proceeding-  be,  and  it  is 
hereby,  assigned  for  hearing  at  the  office  of  the  Interstate  Com- 
merce Commission,  Washington,  D.  C.,  on  December  14,  1921,  at  10 
o'clock  a.  m. 

The  announcement  of  the  executives  concerning  the  applica- 
tion for  the  reopening  of  the  western  grain  rate  case  said: 

"In  order  that  more  widespread  relief  can  be  realized  by 
the  agricultural  industry  from  a  reduction  in  freight  rates,  the 
Interstate  Commerce  Commission  was  today  asked  by  the  car- 
riers to  reopen  its  decision  rendered  on  October  20th  last  or- 
dering a  cut  in  hay  and  grain  rates.  As  a  substitute,  the  car- 
riers propose  the  following: 

1.  A  reduction,   for  an  experimental  period  of  six  months,   of  10' 
per  cent  in  carload  rates  on  wheat,  corn,  oats,  other  grain,  flour  and 
meal,  hay,  straw  and  alfalfa,  unmanufactured  tobacco,  cotton,  cotton- 
seed  and  products  except  cottonseed  oil   and  cottonseed  meal,   citrus 
fruits,  other  fresh  fruits,  potatoes,  other  fresh  vegetables,  dried  fruits, 
and  vegetables,  horses  and  mules,  cattle  and  calves,  sheep  and  goats, 
hogs,  poultry,  eggs,  butter  and  cheese,  and  wool,  any  reduction  In  such 
rates  made   since   September   1,   1920,   to  constitute   a  part  of  this   10 
per   cent,    It    being    understood    that    the    proposed    reduction     of     10 
per  cent  shall  not  apply  to  the  movement  of  such  traffic  wholly  within 
New  England,  and  that  if  the  reduction  of  wages,   referred  to  in  the 
next  succeeding  paragraph  hereof,  is  put  into  effect  prior  to  the  ex- 
piration of  the  said  experimental  period,  this  limitation  of  six  months 
shall  not  apply  to  the  said  reduction  in  rates.     It  should  be  noted  that 
the  loss  of  revenue  resulting  from  this  reduction  would  all  come  out 
of  the  net  revenues  of  the  carriers. 

2.  The  necessary  steps  under  the  law,  including,   in  case  of  fail- 
ure to  agree  in  conference,  an  application  to  the  United  States  Rail- 
road Labor  Board,  to  be  filed  as  promptly  as  possible,  for  a  reduction 
in  wages  of  employes,  with  the  understanding  that,  concurrently  with 
such  reduction  in   wages,   the  benefit  of  the  reduction   thus  obtained 
shall,  in  a  manner  approved  by  this  honorable  Commission,  be  passed 
on  to  the  public  In  the  reduction  of  existing  railroad  rates,  except  In 
so  far  as  such  reductions  in  rates  shall  have  been  made  In  the  mean- 
time. 

"The  effect  of  this  proposal,"  said  the  application,  "will  be 
an  immediate  reduction  in  carload  rates  on  the  products  of 
agriculture  and  the  products  of  animals  which  are  mentioned, 
but,  as  soon  as  and  to  the  extent  that  a  reduction  in  wages  is 
obtained  from  the  Labor  Board  on  the  proposed  application,  a 
further  reduction  in  rates  (except  as  meanwhile  put  into  effect), 
to  be  distributed  among  the  users  of  transportation  in  such  man- 
ner as  this  Honorable  Commission  may  determine. 

"The  proposal  thus  deals  immediately,  and  without  waiting 
for  a  reduction  in  operating  costs,  in  the  manner  stated,  with  the 
needs  of  agriculture  and  undertakes  to  make  further  reductions 
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not  confined  to  agriculture  as  soon  as  further  reductions  are 
made  made  possible  by  the  proposed  reduction  in  wages." 

"Your  petitioners,  in  view  of  the  condition  and  of  the  special 
needs  of  the  transportation  industry  do  not  believe  that  any 
further  reductions  in  rates  than  those  herein  mentioned,  should 
be  made  until  there  is  a  reduction  in  operating  costs.  They 
further  submit  that  there  is  no  justification  for  treating  grain, 
grain  products  and  hay  preferentially  or  for  giving  special  and 
preferred  advantage  to  the  territory  covered  by  the  order  in  this 
cause,  and  that  the  measure  of  reduction  recently  ordered  by 
this  Honorable  Commission  can  not  be  extended  to  the  other 
products  of  agriculture  or  throughout  the  country  without  seri- 
ous injury,  injustice  and  hardship  to  the  transportation  industry." 

This  proposal  is  made  by  the  carriers,  the  application  points 
out,  for  the  purpose  of  aiding  in  the  economic  readjustment  and 
relieving  the  "serious  economic  distress"  of  the  agricultural  in- 
dustry, despite  the  fact  the  financial  condition  of  the  railroads 
does  not  warrant  such  a  move. 

"The  net  operating  income  of  the  railroads  in  1920  amounted 
to  162,000,000  as  against  a  normal  in  other  years  of  more  than 
$900,000,000,"  the  application  says,  "and  even  this  amount  of 
$62,000,000  included  back  mail  pay  received  from  the  govern- 
ment for  prior  years  of  approximately  $64,000,000,  thus  showing, 
when  the  operations  of  that  year  alone  are  considered,  an  actual 
deficit  before  making  any  allowance  for  either  interest  or  divi- 
dends." Interest  requirements  alone  for  1920  amounted  to  ap- 
proximately $475,000,000,  the  application  says. 

For  the  first  nine  months  this  year,  the  net  operating  in- 
come of  the  carriers  was  $391,384,719,  which  was  only  2.9  per 
cent  of  the  value  of  their  properties  as  tentatively  fixed  by  the 
Commission  for  rate  making  purposes.  The  application  added: 

"The  foregoing  were  the  operating  results  notwithstanding 
the  fact  that  'the  carriers  as  &•  whole  were  compelled  to  reduce 
their  expenditures  for  maintenance  of  way  and  equipment  for  the 
said  nine  months'  period  $426,793,121  below  what  was  expended 
for  these  purposes  during  the  corresponding  period  of  nine 
months  of  the  previous  year. 

"The  policy  of  rigid  economy  made  necessary  by  these  re- 
sults, and  the  consequent  cutting  to  the  bone  of  the  upkeep  and 
maintenance  of  the  properties,  was  at  the  price  of  neglecting, 
and  for  the  time  deferring,  work  which  must  hereafter  and  in 
the  near  future  he  done  and  paid  for. 

"The  recent  reduction  by  the  Labor  Board  of  wages,  esti- 
mated at  from  10  to  12  per  cent,  in  no  sense  meets  or  solves  the 
problem  of  labor  costs,  and  in  no  way  makes  it  possible  for  the 
carriers  to  afford  a  reduction  in  their  revenues. 

"Notwithstanding  this,  however,  the  carriers  have,  since 
the  rate  increase  in  Ex  Parte  74,  made  many  hundreds  of  thou- 
sands of  reductions  in  freight  rates.  These  reductions  having 
resulted,  it  is  estimated,  to  a  reduction  in  the  carriers'  revenues 
of  from  175  millions  to  200  millions  of  dollars  a  year  on  the 
basis  of  normal  business. 

"The  only  practicable  method  of  obtaining  relief  from  these 
excessive  labor  costs  is  through  an  order  of  the  Labor  Board, 
which  can  be  rendered  only  after  a  hearing  of  the  parties. 

"From  the  foregoing  general  outline  of  the  circumstances  of 
the  carriers  it  is  clearly  apparent  that,  without  a  substantial 
reduction  in  costs,  the  transportation  industry  is  in  no  condi- 
tion to  afford  any  reduction  whatever  in  its  revenues. 

"It  is  urged  that  some  interest  must  take  the  risk  of  the 
first  step  to  relieve  the  industrial  congestion  which  is  holding 
business  back  and  down,  and  the  railroads  are  urged  to  take 
this  first  step,  and  to  rely  upon  public  opinion  to  bring  about 
promptly  the  necessary  reduction  in  operating  costs,  including 
a  just  reduction  in  the  abnormally  high  costs  of  labor. 

"The  demand  for  reduction  in  rates  is  thus  based  on 
economic  considerations,  and  if  yielded  to  either  by  the  carriers 
voluntarily  or  by  this  Honorable  Commission,  the  effect  should 
be  made  to  work  out  a  method  that  will  bring  the  maximum 
relief  to  the  industry  which  is  suffering  most  from  economio 
hardship  and  depression." 

The  carriers  point  out  that  "the  problem  is  to  find  a  means 
of  aiding  in  a  vast  economic  readjustment,  and  to  relieve  serious 
economic  distress — not  as  a  right,  but  as  a  matter  of  high  and 
wise  expediency  and  in  a  way  that  will  best  promote  the  public 
welfare." 

"Your  petitioners,  however,  submit  that,  if  there  is  to  be 
a  reduction  in  rates  for  the  benefit  of  agriculture,  there  seems 
little  justification  for  confining  such  reductions  to  rates  on 
grain,  grain  products  and  hay,  or  to  any  particular  section  of 
the  country.  The  economic  reasons  in  favor  of  reductions  apply 
with  equal  force  to  other  products  of  the  farm  and  to  other 
territorial  sections.  The  demand  on  the  part  of  the  agricultural 
public  for  a  reduction  in  freight  rates  is  not  confined  to  the 
commodities  covered  by  this  proceeding  and  is  not  confined  to 
the  Western  District.  The  Commission  and  the  carriers  have 
been,  or  will  be,  confronted  by  the  necessity  of  meeting  the  de- 
mand for  a  wider  application  among  agricultural  products  of 
proposed  reductions  and  for  a  more  extensive  territorial  appli- 
cation of  them.  It  is  not  apparent  how  this  demand  can  be  suc- 
cessfully distinguished  from  the  action  taken  by  the  Commis- 
sion in  this  cause,  and  yet  a  general  application  of  the  scale 
of  reductions  ordered  in  this  case  to  other  agricultural  products 


and   to  other  territories  of  production,  would  involve  a  loss  of 
revenue    to    the    carriers    which    would    seriously    impair   their 
capacity  to  perform  their  public  obligations." 
Western   Grain   Case  Order 

The  Commission,  in  No.  12929,  interstate  rates  on  grain, 
grain  products  and  hay,  between  points  in  western  and  Mountain 
Pacific  groups,  November  21  issued  an  order  directing  the  car- 
riers to  make  effective  on  not  less  than  five  days'  notice  on  or 
before  December  27  the  rates  advised  by  it  in  its  report  in  that 
case.  The  issuance  of  the  order  was  voted  the  afternoon  of 
November  19  because  the  carriers  had  not  complied  with  the 
advice  to  make  the  reduction. 

This  order  does  not  necessarily  mean  that,  when  the  Com- 
mission has  had  an  opportunity  to  consider  the  application  for 
reopening  of  the  case  prepared  by  the  carriers  in  connection 
with  their  10  per  cent  reduction  program,  substitution  of  10  per 
cent  reduction  will  not  be  made  for  the  rates  commanded  in 
this  order.  There  is  an  impression  that  this  action  by  the  Com- 
mission may  be  a  pro-forma  order  to  be  used  in  making  an  un- 
derstandable record. 

Issuance  of  an  order  in  the  western  grain  rate  case,  when 
the  carriers  failed  to  file  tariffs  in  accordance  with  the  advice, 
is  the  only  thing  the  Commission  could  have  done,  it  has  been 
pointed  out  by  those  who  appreciate  the  technicalities  of  the 
situation,  even  if  there  were  more  than  a  moral  certainty  that 
the  Commission  intended  to  allow  the  carriers  to  substitute 
the  general  ten  per  cent  advance  for  the  one  first  advised  and 
now  ordered.  That  was  so  notwithstanding  the  fact  that  the 
carriers  had  prepared  for  filing  a  petition  for  reopening,  with 
a  view  to  having  the  Commission  permit  the  substitution.  It 
has  been  pointed  out  that,  in  the  absence  of  an  order  requiring 
the  carriers  to  establish  the  rates,  argument  on  a  petition  to 
reopen  the  case  could  be  brought  to  an  awkward  stop  by  a 
suggestion  from  the  bench  that,  inasmuch  as  no  order  had  been 
issued,  the  carriers  were  merely  asking  the  Commission  to 
change  an  opinion  that  had  not  been  translated  into  an  order. 

The  order  in  the  case  is  dated  November  21.  It  is  known, 
however,  that  the  matter  was  discussed  and  it  was  practically 
decided  that  an  order  should  issue  the  day  it  became  certain 
that  not  one  of  the  carriers  would  comply  with  the  expectation*; 
the  Commission  held  at  the  time  it  put  out  its  report  in  the 
case.  Another  fact  in  the  matter  is  that  the  petition  for  re- 
opening will  bear  a  date  subsequent  to  November  21,  although 
it  was  prepared  and  ready  for  official  filing  within  forty-eight 
hours  after  the  railroad  executives  announced  their  program 
for  a  ten  per  cent  general  reduction.  The  filing  date  will  be 
after  November  21,  so  that  the  issuance  of  the  order  cannot  be 
quoted  as  having  disposed  of  the  matter.  Had  it  been  filed,  offi- 
cially, before  the  issuance  of  the  order  the  implication  might 
be  drawn  that  the  Commission  had  considered  the  subject  from 
the  angle  created  by  the  application  for  reconsideration,  and 
denied  reconsideration. 

Promulgation  of  the  order  did  not  change  facts  on  which 
was  based  the  conviction,  that  became  general  among  well- 
informed  men  immediately  after  the  rail  executives  adopted 
and  announced  their  plan  for  making  a  general  reduction  of 
ten  per  cent  in  the  rates  on  agricultural  products,  that,  in  the 
end,  the  Commission  would  permit  the  substitution  of  the  ten 
per  cent  general  reduction  in  the  whole  agricultural  list  for  the 
reductions  first  advised  and  then  ordered  in  the  West. 

It  would  not  be  an  orderly  process  for  the  Commission  to 
change  its  position  in  the  western  grain  or  any  other  formal  case 
without  giving  those  interested  in  it  an  opportunity  to  be  heard 
and  to  have  that  hearing  on  the  basis  of  an  order  directing  that 
something  definite  be  done  by  a  given  time.  Such  a  hearing 
could  not  be  had  unless  there  was  an  order  on  which  an  applica- 
tion for  reconsideration  and  the  arguments  made  for  and  against 
it  could  rest. 

The  Commission  could  not  allow  the  substitution  of  the  ten 
per  cent  general  reduction  for  the  somewhat  higher  reduction  in 
the  west,  such  as  it  is  believed  will  ultimately  be  permitted,  with- 
opt  an  adequate  record.  The  impression  existing  immediately 
after  the  announcement  of  the  program  of  the  executives  that 
the  substitution  would  be  permitted,  rested  and  still  rests  largely 
on  the  understanding  that  the  interests  that  brought  the  western 
grain  case  were  favorably  inclined  in  that  direction;  in  other 
words,  that  the  national  organizations  representing  farm  inter- 
ests think  it  would  be  better  for  the  country  to  have  a  ten  per 
cent  reduction  over  the  whole  country  on  all  agricultural  prod- 
ucts, than  to  insist  on  a  downward  revision  on  grain,  grain  prod- 
ucts, hay  and  straw  only  in  the  western  and  mountain-Pacific 
groups. 

The  necessity  for  having  a  record  on  which  to  proceed,  if 
there  is  a  possibility  of  substitution,  is  pointed  out  in  a  bulletin 
on  the  western  grain  and  hay  case,  issued  by  John  E.  Benton, 
general  solicitor  for  the  National  Association  of  Railway  and 
Utilities  Commissioners,  under  date  of  November  19,  the  day  on 
which  the  carriers  would  have  had  to  have  their  tariffs  on  file, 
had  they  intended  to  obey  the  advice  in  that  case. 

In  his  bulletin  Mr.  Benton  said: 

The  carriers  have  not  yet  filed  tariffs  to  put  into  effect  rates  ad- 
judged reasonable  by  tho  Commission  in  its  report.  While  no  public 
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•anouncemenl   implicitly  touching  this  matter  lins  been  made  by  the 

utivcs,  I  undeistaiid  it  IB  their  Intention  to  111.'  tariffs  putting  Into 
,11., -i  reductions  of  10  per  cent  Instead  of  fully  complying  with  the 

ion  of  Hi.-  Commission.  On  the  17th  Instant  a  public  statement 
was  issued  In  tin1  rnilwa\  e\eeutives.  which  nil  of  tin-  rimiinlHHlonx 
clmilitleM  noticed  In  Associated  I'ress  dllpatches  that  day,  stating 
that  ilu-.\  would  put  into  i-nvct  the  10  per  cent  reduction,  upon  rates 
.in  various  .sp.-cill.-il  fiu-in  pioducts.  im-luding  hay  and  grain,  and  that 
ihev  would  111.-  a  motion  for  rehearing  In  the  hay  and  grain  case.  It 
is  not  perhaps  strange  that  in  various  quarters  the  conclusion  was 
diawn  that  this  announcement  Implied  some  understanding  with  the 
Interstate  Commerce  Commission  to  the  effect  that  the  10  per  cent 
reduction  proposed  might  he  substituted  for  the  reductions  adjudged 
reasonable  by  (he  Commission  In  its  decision  in  the  hay  and  grain 
case  Nevertheless,  I  am  unable  to  obtain  any  information  confirm- 
atory of  this  view.  The  Commlsson's  decision  in  that  case  stands,  so 
tar  as  I  have  been  able  to  ascertain. .  and  in  view  of  the  explicit 
.slat. mi  nt  therein  contained,  that  the  Commission  expects  the  reduc- 
tions therein  found  reasonable  to  be  put  Into  effect  not  later  than 
November  20.  and  that  "an  order  will  be  entered  '  '  If  that 

becomes    necessary."    I    assume    that    an    order   will    be    made    If   the 

.is  disregard  the  Commission's  decision  in  the  manner  indicated. 
it  would  be  entirely  contrary  to  the  practice  qf  the  federal  commission. 
and  contrary  to  all  orderly  practice  before  any  tribunal,  if  a  decision, 
made  in  a  litigated  case,  should  be  changed  otherwise  than  by  proper 
proceedings  for  revision  or  review,  in  which  all  parties  would  be  fully 
heard.  To  repeat,  I  have  no  idea  that  the  announcement  of  the  rail- 
way executives  or  any  disregard  by  them  of  the  adjudication,  should 
be  taken  as  indicating  that  this  Will  happen. 

The  Ten   Per  Cent   Reduction 

It  was  the  hope  of  the  railroad  traffic  and  tariff  men  at  the 
beginning  of  this  week  to  be  able,  by  the  end  thereof,  to  present 
to  the  traffic  and  tariff  men  of  the  Commission  a  complete 
scheme  for  effecting  changes  in  the  tariffs  that  would  give  the 
reduced  agricultural  products  rates  not  later  than  December 
10.  It  was  admitted  that  it  would  be  a  hard  task,  because  only 
those  rates  that  were  increased  August  26,  1920,  but  which  have 
not  been  decreased  since  then  to  the  extent  of  ten  per  cent  are 
to  be  touched.  Those  that  have  been  reduced  five  per  cent,  for 
instance,  are  not  to  be  decreased  five  per  cent  more,  but  by  a 
sum,  which,  when  added  to  the  prior  reduction,  will  he  equal 
to  a  reduction  of  ten  per  cent  of  the  rate  made  operative  August 
26.  No  change  will  be  made  in  rates  that  have  been  decreased 
more  than  ten  per  cent.  That  assertion  is  made  on  the  under- 
standing obtained  by  Director  Hardie  from  talks  with  the  rail- 
road traffic  men.  At  the  time  he  obtained  that  understanding 
the  railroad  men  had  not  devised  their  plans  for  putting  the 
reductions  into  effect.  Of  course,  the  sixth  section  applications 
which  the  carriers  file  will  be  the  only  disclosure  of  their  plans 
and  intentions  on  which  positive  assertions  can  be  based;  but 
it  was  understood  that  the  railroad  men  had  not  even  thought 
of  asking  for  permission  to  make  any  increases.  In  other  words, 
the  program  agreed  on  provides  for  revision  in  only  one  direc- 
tion, downward.  Should  any  effort  be  made  for  revision  up- 
ward in  connection  with  the  program  adopted  November  16,  it 
will  not  be  for  the  sake  of  upward  revision  but  to  meet  a  situa- 
tion that  could  not  be  foreseen  at  the  time  the  program  was 
adopted  and  could  not  now  be  handled  in  any  way  other  than  by 
upward  revision. 

The  tariffs  filed  to  bring  about  the  reduction  on  agricultural 
products  will  put  the  files  of  the  Commission  into  the  most 
complicated  condition  they  have  ever  been.  The  special  blanket 
supplements  authorized  in  Ex  Parte  No.  74  have  not  yet  disap- 
peared from  the  files.  The  railroads,  under  the  permission  given 
in  that  case,  will  have  four  months  more  for  getting  rid  of  the 
tariffs  not  in  compliance  with  the  forms  prescribed  by  the  Com- 
mission's tariff  filing  rules.  It  is  true  that  the  Commission 
could  amend  its  rules  governing  the  disposition  of  Ex  Parte 
No.  74  supplements,  but  amending  the  rules  would  not  make 
it  possible  for  the  tariff  men  to  perform  any  more  physical  labor. 
They  have  been  working  at  top  speed  for  more  than  a  year  trying 
to  get  rid  of  the  blanket  supplements  issued  then,  but  they  have 
not  been  able  to  do  what  they  should  in  getting  rid  of  them 
and  keep  up  their  current  work. 


REDUCTION   ON  TOBACCO 

A  typographical  error  in  the  resolutions  adopted  by  the  Asso- 
ciation of  Railway  Executives  (Traffic  World,  November  18,  p. 
1045)  made  them  say  that  the  10  per  cent  reduction  would  apply 
on  "manufactured"  tobacco.  The  reduction  will  apply  on  unman- 
ufactured tobacco — that  is,  tobacco  in  the  form  in  which  it  leaves 
the  farm. 


SALE    OF    EQUIPMENT   CERTIFICATES 
Director-General  Davis  has  announced  that  he  has,  with  the 
consent  of  the  President,  confirmed  additional  sales,  at  par  plus 
accrued    interest,   of   railroad   equipment   trust   certificates   held 
by  the  government,  as  follows: 

To  Salomon  Brothers  &  Hutzler  and   Kidder,  Peabody  &  Co.: 

Louisville  &   Nashville,   1925  to  1927,    Inclusive $2,111,700 

Great  Northern.   1925   to  1927,   inclusive 858,900 

Illinois  Central,    1925   to  1927,    inclusive 1,941,300 


Total   amount   of  these   sales   Is $4,911,900 

The  sales  were  arranged  by  Eugene  Meyer,  Jr.,  managing 
director  of  the  War  Finance  Corporation. 

Total  amount  of  equipment  trust  certificates  sold  by  the  gov- 
ernment to  date,  at  par  plus  accrued  interest,  is  $114,250,700. 


FUNDING   BILL  UNNECESSARY 

Tht  Traffic  World  Wiuhington  Bureau 

President  Harding  became  resigned  this  week  to  the  Inac- 
tivity of  the  Senate  on  the  railroad  funding  bill.  It  wan  learned 
at  the  White  House  November  22,  at  the  President's  conference 
with  representatives  of  the  press,  that  the  view  of  the  adminis- 
tration now  was  that  it  did  not  make  much  difference  whether 
or  not  the  railroad  bill  was  put  through  and  that  Congress  could 
now  take  Its  time  on  that  measure. 

The  improvement  In  the  money  market,  It  was  said,  will 
make  it  unnecessary  for  the  bill  to  be  passed  in  the  near  future 
In  order  to  enable  the  Railroad  Administration- to  go  forward 
with  its  settlements  with  the  railroads,  and  it  Is  within  the 
range  of  possibilities  that  it  will  not  be  pressed  for  passage  at 
the  next  session  of  Congress. 

The  Railroad  Administration  has  something  over  $200,000,- 
000  in  railroad  securities  now  on  hand,  which  it  may  sell  and 
then  use  the  proceeds  for  settlements  with  the  roads.  Through 
Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance  Cor- 
poration, who  has  acted  unofficially,  the  Railroad  Administra- 
tion has  sold  a  little  over  $100,000,000  of  securities  to  date. 

The  funding  bill  was  drawn  at  a  time  when  the  money  mar- 
ket was  such  that  the  Railroad  Administration  could  not  sell 
its  securities  on  the  open  market.  Therefore,  because  It  was 
deemed  inexpedient  to  ask  Congress  for  a  direct  appropriation 
of  at  least  two  hundred  million  dollars,  the  scheme  was  worked 
out  whereby  the  War  Finance  Corporation  could  buy  railroad 
securities  from  the  Railroad  Administration.  The  plan  was  to 
have  the  Corporation  put  up  the  money  for  the  securities  and 
then,  when  the  money  market  improved,  reimburse  its  treasury 
by  the  sale  of  the  securities. 

So  many  amendments  embodying  provisions  foreign  to  the 
provisions  of  the  funding  bill  and  designed  to  serve  some  special 
purpose  of  this  or  that  senator  have  been  offered  that  It  is 
not  believed  that  the  bill  will  be  brought  to  a  final  vote. 

The  Railroad  Administration  may  finance  its  settlements 
with  the  railroads  indefinitely  by  the  sale  of  securities  received 
from  the  railroads.  Securities  taken  in  evidence  of  funding  of 
carriers'  indebtedness  to  the  government  for  additions  and  bet- 
terments during  fedeal  control  may  be  sold,  and  the  money 
used  In  effecting  settlements. 

Senator  Cummins,  chairman  of  the  Senate  committee  on 
interstate  commerce,  when  advised  that  President  Harding  had 
taken  the  position  that  it  did  not  make  so  much  difference  now 
what  Congress  did  with  the  railroad  funding  bill,  was  not  as 
optimistic  as  the  President  was  reported  to  be. 

Passage  by  Congress  of  the  revenue  bill  carrying  the  pro- 
vision for  imposition  of  a  50  per  cent  surtax  on  incomes  was 
regarded  by  the  senator  as  a  reason  why  the  government  would 
find  it  difficult  to  make  additional  sales  of  railroad  securities. 
That  was  the  reason  advanced  against  the  imposition  of  such 
a  surtax  by  Eugene  Meyer.  Jr.,  managing  director  of  the  War 
Finance  Corporation. 

However,  in  other  government  circles  interested  in  the  situa- 
tion, the  view  was  expressed  that  the  Railroad  Administration 
could  continue  making  settlements  with  the  railroads  and  fund 
indebtedness  of  the  carriers  to  the  government  to  a  limited  ex- 
tent, and  could  finance  these  operations  by  the  sale  of  additional 
railroad  securities  now  held  or  to  be  acquired  as  the  result  of 
funding. 

It  is  held  by  officials  of  the  Railroad  Administration  that 
securities  which  may  be  taken  as  evidence  of  carriers'  indebted- 
ness may  be  sold  to  the  public  at  par  just  as  the  equipment 
trust  certificates  have  been  sold.  It  is  pointed  out  that  all  that 
the  funding  bill  would  have  accomplished  that  could  not  have 
been  accomplished  without  additional  law  was  the  authorization 
for  the  War  Finance  Corporation  to  buy  the  securities. 

Another  phase  of  the  situation  is  that,  with  easier  conditions 
in  the  money  market,  the  railroads  themselves  can  get  money 
in  the  open  market  at  reasonable  rates  of  interest  and  be  re- 
lieved of  the  necessity  of  seeking  aid  from  the  government 
through  a  general  program  of  funding.  If  nothing  further  is  done 
with  the  funding  bill,  it  is  not  regarded  as  likely  that  as  much 
funding  will  be  done  as  would  have  been  done  if  the  bill  had 
been  passed.  In  other  words,  those  roads  that  are  in  position 
to  stand  deductions  on  account  of  their  indebtedness  to  the  gov- 
ernment will  not  have  their  indebtedness  funded.  The  following 
of  such  a  program  will  enable  the  government  to  clean  up  Its 
settlements  with  the  roads  with  considerably  less  money  than 
would  have  been  required  for  general  funding  of  carriers'  in- 
debtedness. 

One  official,  who  declined  to  be  quoted,  pointed  out  that  the 
possible  abandonment  of  the  funding  bill  did  not  change  in  the 
least  the  justice  of  the  proposal  of  the  government  to  fund  gen- 
erally the  carriers'  indebtedness.  It  was  pointed  out  that,  while 
if  general  funding  were  not  followed  the  government  could  make 
the  settlements  with  less  money,  the  railroads  would  be  paying 
in  cash  for  additions  and  betterments  made  during  general  con- 
trol. As  to  that  phase  of  the  situation,  it  was  said  the  need  for 
the  funding  bill  was  just  as  great  as  ever. 

In  a  speech  in  the  House,  November  23,  Republican  House 
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Leader  Mondell,  reviewing  the  record  of  the  first  session  of  the 
67th  Congress,  said  with  respect  to  the  railroad  funding  bill: 

The  bill  for  the  amendment  of  the  transportation  act  of  1920 
to  enable  the  War  Finance  Corporation  to  handle  the  securities  placed 
in  the  hands  of  the  government  by  the  railroads  in  connection  with 
the  funding,  as  provided  by  the  transportation  act,  of  a  portion  of 
the  sums  due  the  government  from  the  railroads  on  account  of  ex- 
penditures for  betterments  and  equipment  during  the  period  of  federal 
control  is  one  of  the  most  useful  and  helpful  measures  which  has  been 
considered  by  the  Congress.  Under  this  bill  railroad  securities  that 
would  otherwise  lie  in  the  treasury  unproductive,  except  for  the  inter- 
est rate  they  carry,  would  be  placed  in  the  hands  of  the  investing 
public,  and  the  money  thus  secured  could  be  utilized  for  the  purpose  of 
meeting1  federal  obligations  to  the  railroads  and  otherwise. 

Those  who  have  studied  the  questions  involved  in  this  legislation 
are  of  the  opinion  that  the  funding  of  a  considerable  portion  of  the 
sums  due  the  government  by  the  railroads  on  account  of  betterments 
and  equipment  and  the  sale  by  the  War  Finance  Corporation  of  the 
securities  thus  placed  in  the  hands  of  the  government  will  greatly 
improve  the  business  situation  throughout  the  country  by  relieving 
the  railroads  from  the  necessity  of  making  large  payments  on  capital 
account  out  of  current  revenues,  and  thus  leave  them  in  a  position  to 
pay  other  bills  for  supplies  and  equipment,  many  of  which  are  now 
overdue. 

The  relief  of  the  situation  thus  provided  will  also  place  the  rail- 
roads in  a  financial  condition  in  which  it  will  be  possible  to  bring  about 
a  reduction  in  freight  and  passenger  rates  much  more  speedily  than 
otherwise  would  be  possible.  It  is  to  be  hoped  that  we  are  nearing 
conditions  where  a  reduction  of  rates  would  within  a  reasonable  time 
be  followed  by  an  increase  of  business  that  would  more  than  make  up 
for  the  losses  that  would  result  from  the  rate  reduction.  It  is  true. 
however,  that  the  roads  could  not  weather  even  a  temporary  period 
of  reduced  revenues  if  they  are  to  be  compelled  to  meet  and  pay  im- 
mediately out  of  earnings  their  obligations  to  the  government  for 
expenditures  which  are  properly  chargeable  to  capital  account.  It  is  im- 
portant, therefore,  that  the  relief  this  bill  proposes  be  provided  in  the 
interests  of  all  the  people  who  are  anxious  for  rate  reductions. 

If  the  operations  which  the  bill  authorizes  the  War  Finance  Cor- 

E oration   to   undertake   prove   successful,   the   measure   will   be   highly 
eneflcial  to  the  railroads  and  through  them  to  those  from  whom  they 
buy  supplies,  and  it  will  also  prove  a  boon  by  increasing  the  available 
cash  in  the   treasury. 


TRANSCONTINENTAL   RATE   HEARING 

In  yielding  for  cross-examination,  at  the  beginning  of  the 
afternoon  session  of  the  hearing  on  Countiss'  westbound  fourth 
section  applications,  in  Chicago,  November  18,  Paul  P.  Hastings, 
member  of  the  standing  rate  committee  of  the  Transcontinental 
Freight  Bureau,  said  that  it  was  his  intention  to  accompany 
the  examiner  throughout  the  entire  trip  and  that  he  was  willing 
to  stand  questioning  at  any  time  and  place.  Examiner  Disque 
suggested  that  only  those  who  would  not  be  present  at  other 
hearings  question  Mr.  Hastings  in  Chicago  because  the  time 
was  short.  He  also  ruled  that  the  applications  covering  import 
green  coffee  from  New  York,  Louisiana  and  Texas  to  the  Pacific 
coast;  import  sisal  and  ixtle  from  Louisiana  and  Texas  to  the 
same  destinations;  and  sulphur  from  Louisiana  to  the  Pacific 
ports,  would  not  be  gone  into  at  the  Chicago  sessions. 

Karl  Knox  Gartner,  attorney  for  the  Intermediate  Rate  Asso- 
ciation, asked  and  received  permission  to  put  some  general 
questions;  he  said  that  cross-examination  on  specific  items  would 
be  reserved  until  subsequent  hearings.  He  asked  a  number  of 
questions  about  the  make-up  of  the  Transcontinental  Freight 
Bureau  and  its  standing  rate  committee,  and  the  details  of  the 
meetings  and  transactions  which  preceded  the  filing  of  the  ap- 
plication. The  witness  admitted  that  the  suggestion  had  origi- 
nated among  the  nine  main  transcontinental  railroads,  and  that 
some  of  the  other  lines,  notably  those  in  the  South  and  South- 
east, had  not  as  yet  concurred  and  that  their  attitude  on  the 
proposed  rates  would  not  be  known  until  permission  to  file  tar- 
iffs in  their  behalf  was  asked  by  the  Transcontinental  Bureau. 

Mr.  Gartner  pressed  the  point  that  many  eastern  lines 
would  get  less  revenue  on  specified  commodities  moving  to 
connections  at  Chicago  under  the  proposed  rates  than  they  now 
get  for  hauling  the  same  commodity  to  the  Atlantic  ports  for 
transshipment.  He  cited  examples,  among  which  was  the  Penn- 
sylvania's movement  on  certain  iron  and  steel  articles  from 
Bethlehem  to  Philadelphia,  for  water  shipment,  a  distance  of 
50  miles,  for  21  cents.  This  he  compared  with  the  proposed 
rate  of  90  cents  from  Bethlehem  to  the  Pacific  coast,  which,  un- 
der the  flat  25  per  cent  division  rule  now  effective  for  Official 
Classification  lines,  would  yield  22%  cents  for  a  haul  of  800 
miles. 

Another  thing  pointed  out  by  Gartner  in  his  questions  was 
that  the  divisions  were  based  on  the  rates  to  the  Pacific  coast 
even  on  goods  moving  to  intermediate  territory.  On  a  90-cent 
proposed  rate  from  Pittsburg  to  San  Francisco,  for  example,  he 
said  that  the  15  per  cent  division  allowed  for  the  haul  east  of 
Chicago  was  14  cents,  and  this  division  of  14  cents  was  also 
applied  on  steel  articles  moving  to  intermediate  territory  on 
rates  as  high  as  $1.66%. 

Mr.  Hastings,  in  answer  to  all  these  divisional  queries,  ad- 
mitted that  divisions  generally  on  transcontinental  traffic  were 
"in  a  chaotic  state,"  saying  that  on  some  of  the  items  of  the 
application,  notably  cotton  piece  goods,  the  eastern  carriers 
received  the  full  local  rate  into  Chicago.  He  said  that  efforts 
were  being  made  to  secure  the  services  of  the  former  chairman 
of  the  Commission,  Mr.  Clark,  to  arbitrate  the  matter.  Mr. 
Gartner  suggested  that  it  might  have  been  fairer  to  submit  the 


matter  of  divisions  to  the  Commission  along  with  the  fourth 
section  application. 

Mr.  Gartner  then  shifted  his  attack  to  the  question  of  the 
reasonableness  of  the  rates  proposed.  He  asked  how,  if  the 
carriers  contended  that  a  90-cent  rate  was  compensatory  for 
transporting  iron  billets  and  blooms  from  New  York  to  San 
Francisco,  a  rate  of  $1.83%  could  be  justified  on  the  same 
traffic  to  Reno,  Phoenix  or  Spokane. 

"We  have  even  lower  rates  than  that,"  said  the  witness. 
"There  is  an  export  rate  from  Pittsburgh  to  the  Pacific  coast 
on  pig  iron  of  only  69  cents.  We  consider  that  rate  to  be  about 
bed-rock.  But  there  are  lots  more  things  represented  in  the 
intermediate  rate  than  the  out-of-pocket  cost  and  profit.  Before 
these  hearings  are  over  we  shall  present  cost  experts  who  will 
show  that  the  idea  of  everything  over  the  out-of-pocket  cost 
being  profit  is  all  wrong." 

Mr.  Hastings  explained  a  statement  made  during  the  hear- 
ing on  the  eastbound  sugar  application,  to  the  effect  that  there 
were  more  empty  cars  moving  eastbound  than  westbound,  by 
saying  that  the  statement  had  referred  only  to  box  cars  and 
that  the  empty  movement  had  been  seasonal.  "As  a  matter  of 
fact,"  he  added,  "there  are  more  empty  refrigerator  cars  moving 
westbound." 

C.  G.  Hylander,  traffic  manager  for  the  William  Wrigley 
Company,  spoke  in  favor  of  the  application.  He  said  that  if  it 
were  not  granted  his  company  would  begin  shipping  chewing 
gum  from  its  Brooklyn  plant  via  water  to  the  Pacific  coast 
instead  of  all-rail  from  Chicago,  via  which  route,  he  said,  3,000,- 
000  pounds  had  moved  last  year.  "We  cannot  afford  to  meet 
the  price  of  our  seaboard  competitors  with  our  Chicago  product 
if  we  must  keep  on  paying  the  present  $3.56%  rate  from  Chi- 
cago to  the  Pacific  ports,"  he  said. 

H.  B.  Hunter,  traffic  manager  for  the  Stone-Ordean-Wells 
Company  of  Duluth,  operating  grocery  jobbing  houses  in  Mon- 
tant,  asked  for  the  blanketing  east  of  the  proposed  Pacific  ter- 
minal rate  on  canned  goods  as  far  as  Butte,  so  that  his  firm 
could  meet  the  competition  of  Portland  in  the  Montana  market. 
He  said  that  if  the  carriers  were  to  apply  the  terminal  rates 
as  he  proposed  they  would  lose  no  revenue,  because  the  rates 
as  contained  in  the  application  were  based  on  a  60,000-pound 
minimum,  whereas  shipments  were  now  being  made  on  a  40,000- 
pound  minimum.  In  addition  to  showing  that  the  proposed  rate 
would  result  in  larger  car  earnings  for  the  carriers,  an  exhibit 
entered  by  Mr.  Hunter  showed  that  the  ton-mile  earnings  would 
also  be  increased.  This  result,  it  was  pointed  out,  was  arrived 
at  through  errors  in  calculation. 

E.  H.  Draper,  appearing  for  the  Nebraska  Canners'  Associa- 
tion, said  that  he  approved  of  the  application  so  far  as  it  went. 
He  suggested,  however,  that  since  the  California  canners  had 
a  $1.05  rate  into  Iowa,  the  transcontinental  carriers  apply 
for  a  similar  rate  over  the  same  distance  westbound,  instead 
of  the  $1.15  rate  proposed.  He  said,  in  addition,  he  beleved 
this  rate  should  be  blanketed  back  over  the  jobbing  points  in 
the  vicinity  of  the  coast  that  now  enjoy  the  low  rate  eastbound. 

"The  canned  goods  rate  adjustment  is  very  unfair  at  pres- 
ent," he  said.  "When  we  ship  our  vegetables  west  the  freight 
amounts  on  an  average  to  35  per  cent  of  the  value  of  the  goods, 
while,  when  the  Californians  ship  fancy  canned  fruit  east  their 
freight  only  averages  between  8  and  10  per  cent  of  the  value 
of  the  shipment. 

"Of  course,  the  business  depression  has  hit  us.  But  I  think 
the  greatest  factor  in  the  present  state  of  our  business  is  the 
high  freight  rates  we  have  to  pay.  Our  association  comprises 
61  canneries.  Of  these,  28  are  shut  down  and  the  remainder 
are  running  between  50  and  60  per  cent  of  capacity." 

Charles  W.  Mittendorf,  appearing  for  the  Hutchinson  Cham- 
ber of  Commerce  and  the  Wichita  Board  of  Commerce,  insisted 
that  if  the  rates  proposed  by  the  carriers  were  reasonable  and 
compensatory  for  hauls  clear  to  the  Pacific  coast,  a  rate  pro- 
portionate to  the  distance,  or  about  60  per  cent,  ought  properly 
be  assessed  to  interior  Kansas. 

"We  believe  that  the  location  of  a  community  on  the  sea- 
coast  is  a  natural  advantage  which  should  be  taken  into  con- 
sideration when  fixing  a  rate,"  he  said.  "We  believe,  also,  that 
geographical  location  at  a  certain  distance  as  compared  to  a 
greater  distance  is  a  natural  advantage.  And  in  the  present 
instance  we  feel  that  the  advantage  of  1,500  miles  in  distance 
just  about  balances  the  advantage  of  a  seaboard  location." 

The  cost  figures,  which  had  been  promised  by  the  carriers 
several  times  in  the  earlier  stages  of  the  hearing,  were  pre- 
sented, November  19,  by  L.  E.  Wettling,  manager  of  the  statis- 
tical bureau  of  the  western  lines.  The  purpose  of  the  exhibit 
in  which  they  were  contained  was  to  show  that  the  carriers 
would  be  getting  more  than  the  cost  of  moving  the  traffic  they 
might  capture  under  the  proposed  rates,  if  the  application  was 
allowed  by  the  Commission.  In  compiling  these  figures  and 
presenting  them  the  carriers  used  a  new  phrase  to  express  the 
result  shown,  which  they  said  was  not  the  "out-of-pocket  cost," 
about  which  much  had  been  said,  but  the  "fair  cost  for  added 
traffic." 

Mr.  Wettling  in  compiling  these  figures  used  the  total  oper- 
ating costs  on  all  class  1  roads  for  1920,  which  he  adjusted  BO 
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a.s  to  allow  for  the  wage  advances  of  July,  1920,  and  the  reduc- 
tions of  July,  1921.  Of  this  adjusted  amount  he  allowed  75.22 
per  cent,  or  $4,163,460,524,  for  freight  traffic,  which  amount  he 
spread  over  the  929,718,168,883  gross  tons  carried  one  mile  dur- 
iriK  the  same  period.  The  result,  4.478  mills  per  gross  ton  mile, 
he  said,  compared  favorably  with  the  actual  figures  for  the  ten 
months  ending  September  1,  1920,  and  for  the  month  of  July, 
1921.  The  next  step  In  the  witness'  calculations  was  to  ascer- 
tain how  much  a  fair  cost  for  added  traffic  was.  For  this  he 
added  33%  per  cent  of  the  maintenance  of  way  expense,  the 
other  two-thirds  of  which  he  said  was  caused  by  the  elements 
and  was  in  no  wise  proportionate  to  the  tonnage  carried,  80  per 
cent  of  the  cost  for  maintenance  of  equipment,  and  18.561  per 
cent  of  the  transportation  expense  in  the  case  of  added  tonnage 
not  requiring  added  train  miles.  For  added  tonnage  requiring 
added  train  miles  he  added  64,883  per  cent  of  the  transporta- 
tion expense.  Separate  calculations  were  then  made  for  traffic 
requiring  a  25  per  cent  empty  haul  and  traffic  requiring  no 
empty  haul. 

Based  on  the  first  premise,  Mr.  Wettling  placed  the  cost 
per  gross  ton  mile  for  hauling  the  added  traffic  at  2.689  mills. 
For  traffic  not  requiring  an  empty  haul  his  cost  was  1.656  mills. 
These  expenses  were  then  used  in  figuring  the  cost  of  hauling 
the  added  traffic  for  distances  ranging  from  2,200  to  3,800  miles, 
for  traffic  requiring  added  train  miles  and  that  on  which  no 
added  train  miles  were  required,  and  on  carload  minima  from 
40,000  to  80,000  pounds.  The  lowest  result  was,  for  100  pounds 
of  added  freight  hauled  in  a  minimum  carload  of  80,000  pounds 
not  requiring  added  train  miles  or  an  empty  haul,  from  Chicago 
to  San  Francisco,  28.77  cents.  The  highest  was  for  100  pounds 
in  a  car  with  a  minimum  of  40,000  pounds,  requiring  added  train 
miles  and  a  25  per  cent  empty  haul,  from  New  York  to  San 
Francisco,  $1.0729.  The  fair  average  cost,  according  to  Mr. 
Wettling,  was  about  midway  between  those  two  figures. 

Mr.  Gartner  and  Mr.  Lyon  did  not  accept  the  figures  and 
cross-examined  the  witness  at  great  length  as  to  their  basis. 
The  witness  admitted  that  he  had  not  included  in  his  original 
total  operating  costs  for  class  1  roads  any  allowance  for  joint 
facility  rentals,  hire  of  equipment,  tax  accruals,  and  interest  on 
funded  and  unfunded  debts.  These  aggregated,  he  said,  approx- 
imately $890,000,000.  "But,"  he  added,  "it  would  be  just  as 
logical  to  add  the  6  per  cent  dividend  that  the  law  says  we  shall 
make  to  the  operating  costs  as  to  add  these  items.  To  whatever 
extent  the  added  traffic  may  pay  more  than  the  cost  of  the 
items  I  have  included  in  my  exhibit,  by  just  so  much  will  it  re- 
duce the  burden  which  the  other  traffic  has  to  bear." 

"Suppose,  however,"  said  Mr.  Gartner,  "that  the  tonnage 
moving  under  the  proposed  rates  should  increase  enormously  in 
the  next  ten  years.  Would  that  not  place  an  added  burden  on 
the  traffic  now  moving?" 

"Well,"  said  the  witness,  "we  cannot  be  sure  about  the  vol- 
ume we  will  move.  The  boat  lines  will  probably  not  let  us  get 
it  all." 

Mr.  Gartner  also  objected  to  the  use  of  an  added  expense 
for  maintenance  of  way  and  structures  only  33%  per  cent  as 
much  as  that  used  on  general  traffic.  Mr.  Wettling  pointed  out 
that  the  terminal  expense  compared  to  the  mileage  was  much 
less  on  transcontinental  than  on  general  traffic.  This,  however, 
evoked  a  protest.  It  was  pointed  out  that  a  train  moving  from 
Chicago  to  San  Francisco  had  to  pass  through  22  division  points, 
at  each  one  of  which  it  might  be  broken  up  and  re-made. 

"Surely,"  broke  in  Mr.  Wood,  attorney  for  the  carriers,  "you 
gentlemen  aren't  taking  exception  to  the  principle  that  a  long 
haul  costs  less  per  mile  than  a  short  haul." 

"We  do  not  concede  that  to  be  a  principle,"  answered  Mr. 
Gartner.  "That  the  mere  announcement  of  a  principle  by  the 
Interstate  Commerce  Commission  or  any  other  body  makes  It 
so  has  no  standing  in  law  or  logic." 

Several  shippers'  representatives  appeared  in  support  of  the 
application.  Edward  A.  Lavelle,  of  the  Chicago  Piano  Manu- 
facturers' Association,  said  that  a  continuance  of  the  present 
rate  from  the  central  west  to  the  Pacific  Coast  would  drive  the 
piano  makers  in  his  association  out  of  that  territory.  He  said 
that,  although  there  were  rail-and-water  routes  open  at  lower 
rates,  they  could  not  be  used  because  of  the  delay  and  because 
the  susceptibility  of  pianos  to  damage  by  salt  air  made  it  de- 
sirable to  ship  by  rail. 

Robert  Hula,  assistant  traffic  manager  of  the  Steel  &  Tube 
Company  of  America,  spoke  for  twelve  steel  mills  in  the  Chi- 
cago district.  He  said  that,  although  the  steel  corporation  of 
which  three  of  these  mills  were  subsidiaries  operated  a  line  of 
its  own  through  the  Panama  canal,  a  reasonable  rail  rate  was 
desired  so  that  they  could  use  the  all-rail  route  if  they  so  de- 
sired. He  spoke  of  the  practice  of  the  steamship  lines  of  cut- 
ting rates  below  the  conference  level,  saying  that  in  many  in- 
stances his  companies  had  been  offered  rates  as  much  as  25 
per  cent  below  the  agreed  rate. 

J.  A.  Brough,  traffic  manager  for  Crane  &  Company,  also 
spoke  for  the  proposed  rates.  He  said  that  his  company  had 
not  been  able  to  hold  its  own  in  the  Pacific  Coast  trade  on  ac- 
count of  the  100  per  cent  difference  in  the  rate  via  water  from 
the  Atlantic  ports  and  the  all-rail  rate  from  Chicago. 

H.   S.   Welton,   traffic   manager    for    the    Victor   Chemical 


Works,  asked  for  the  proposed  rate  on  phosphate  of  lime.  He 
suggested  that,  in  addition  to  the  $1.40  rate  carried  In  the  ap- 
plication, a  rate  slightly  higher  be  proposed  on  mixed  car-loads 
of  phosphate  of  lime  and  other  baking-powder  Ingredients. 


TRANSCONTINENTAL  LUMBER  RATES 

The  Tragic  World  Washington  Bureau 

A  schedule  of  tanscontinental  joint  rates  on  lumber  and 
other  forest  products  applicable  from  the  California,  North  Pa- 
cific and  Inland  Empire  mills  to  destinations  east  of  the  Indi- 
ana-Illinois line  will  be  filed  to  become  operative  about  Decem- 
ber 6.  The  Commission  has  given  sixth  section  permission  (No. 
55795),  authorizing  Count iss  to  make  such  a  schedule  operative 
on  ten  days'  notice.  The  new  rates  will  be  ten  cents  higher 
than  those  in  effect  August  25,  1920.  In  other  words,  a  large 
part  of  the  advance  authorized  by  Ex  Parte  No.  74  will  be  re- 
moved. 

This  schedule  will  be  the  sign  of  peace  and  harmony  be- 
tween the  transcontinental  carriers  on  the  one  hand  and  those 
in  Central  Freight,  Eastern  Trunk  Line,  and  New  England  ter- 
ritories on  the  other.  They  have  been  wrangling  over  the  rates 
to  be  put  into  effect  for  the  last  six  or  eight  months.  The 
transcontinental  roads,  in  the  Spring,  reduced  rates  to  Chicago 
seven  cents  per  100  pounds.  They  did  not  do  that  openly  but 
said  they  were  adjusting  rates  via  various  gateways,  so  the  first 
reports  did  not  tell  the  full  story  that  they  had  decided  that 
their  interest  required  them  to  forego  some  of  the  revenue, 
that,  theoretically,  was  awarded  to  them  In  Ex  Parte  No.  74. 
In  his  memorandum,  Countiss  said  that  at  last  the  Central  and 
Trunk  Line  territories  had  come  to  a  conclusion  as  to  what  they 
could  do  in  the  way  of  concession  so  that  joint  rates  might  be 
made  to  displace  the  higher  rates  made  by  combination  on 
Chicago. 

The  Commission  issued  the  permission  on  the  distinct  un- 
derstanding that  there  should  be  no  fourth  section  departures. 
Coincident  with  the  filing  of  an  application  for  permission  to 
publish  the  joint  rates  on  less  than  the  statutory  notice  the  car- 
riers filed  an  application  for  permission  to  make  rates  to  the 
western  part  of  the  Detroit-Cincinnati  group  that  would  not  be  in 
line  with  the  aggregate  of  intermediate  rates  part  of  the  fourth 
section.  The  Commission  denied  that  application,  holding,  in  ef- 
fect, that  there  had  been  no  showing  that  insuperable  difficulties 
would  be  encountered  in  making  rates  in  compliance  with  that 
part  of  the  fourth  section. 

Under  the  permission  granted,  the  carriers  will  make  rates 
on  cedar  lumber  and  shingles  from  the  California,  north  Pacific 
and  Inland  Empire  groups,  the  latter  described  as  the  Spokane- 
Oregon-Montana  group,  to  New  England  and  New  York  of  103.5 
and  100.5  cents;  and  on  fir  and  other  lumber  of  90  and  87  cents; 
to  the  Buffalo-Pittsburgh  group  of  102  and  99  cents  on  cedar, 
and  88.5  and  85.5  cents  on  fir  and  other  lumber;  98.5  and  95.5 
cents  on  cedar,  and  85  and  82  cents  on  other  lumber  to  Detroit, 
Cincinnati  and  Indianapolis. 

Less  interest  has  been  shown  in  the  rates,  in  cents  per  100 
pounds,  from  the  west  to  the  east,  than  in  the  efforts  that  are 
expected  to  be  made  by  the  southern  lumbermen  to  persuade 
the  carriers  to  make  rates  from  their  mills  to  the  north  and 
east.  When  the  Ex  Parte  No.  74  rates  went  into  effect,  the 
advantage  of  the  southern  mills  was  increased  in  comparison 
with  the  far  western  lumbermen.  They  were  the  short  haul 
shippers  even  before  those  increases  were  made  so  the  percent- 
age advances  helped  them  to  a  larger  share  of  the  market.  The 
competition  of  the  northern  mills  became  stronger,  but  the 
inability  of  the  transcontinental  lumberman  to  reach  the  eastern 
market  left  the  southern  men  in  stronger  position  than  before. 
But  the  same  advances  put  the  southern  hardwood  men  at  a 
greater  disadvantage  than  before  August  26.  They  were  the 
long  haul  men,  so  far  as  hardwood  lumber  was  concerned.  Per- 
centage advances  put  them  so  far  away  from  centers  of  con- 
sumption that  they  told  the  Commission,  in  the  recent  hearing 
on  their  case,  that  they  could  not  afford  to  ship.  They  cited 
instances  in  which  the  freight  rate,  on  the  lower  grades  of  hard- 
wood, ate  up  all  the  proceeds  from  shipments,  or  so  nearly  did 
that  that  the  man  who  had  done  the  shipping  had  left  less  than 
the  price,  for  a  carload,  of  a  good  dinner  in  New  York  or 
Washington,  the  points  to  which  they  had  to  go  with  their  peti- 
tions for  relief.  Ever  since  that  hearing  it  has  been  regarded 
as  a  foregone  conclusion  that  the  Commission  would  give  them 
relief,  although  it  was  admitted  that  the  most  obvious  form 
might  lead  to  almost  as  much  trouble  as  Pandora  caused  when 
she  opened  the  box.  That  obvious  remedy  would  be  the  making 
of  rates  on  hardwood  lower  than  those  on  soft.  Such  a  scheme 
of  rate-making,  however,  would  indicate  the  fundamental  tenet 
of  rate-making  in  that  It  would  give  lower  rates  on  articles  of 
greater  value  than  on  articles  of  lower  value,  of  the  same 
general  description,  and,  in  many  Instances,  of  competitive 
uses. 
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LUMBER  PENALTY  CHARGE 

The  Traffic  World  Washington  Bureau 

Attorneys  for  the  hostile  factions  of  the  lumber  industry 
have  filed  briefs  in  I.  &  S.  No.  1421,  in  which  the  Commission 
suspended  tariffs  canceling  the  penalty  charge  on  lumber  held 
for  reconsignment.  Extreme  statements  characterize  the  pro- 
ductions of  the  lawyers,  counsel  reflecting  to  a  considerable 
extent  the  heat  that  has  been  generated  by  the  friction  in  the 
industry.  The  American  Wholesale  Lumber  Association  repre- 
sents the  so-called  transit  section  of  the  industry  and  the  National 
Retail  Lumber  Dealers  Association  the  other  faction.  Briefs  were 
filed  in  their  names. 

In  the  brief  for  the  so-called  transit  men,  Joseph  E.  Davies, 
Franklin  D.  Jones  and  Edward  A.  Haid  took  the  position  that 
prescription  or  infliction  of  penalties  is  beyond  the  power  of  the 
Commission.  They  held  that  the  prescription  of  penalties  is  a 
legislative  function,  while  the  power  to  inflict  a  penalty  so  pre- 
scribed is  vested  by  law  in  the  District  courts  of  the  United  states 
They  went  even  farther  and  contended  that  the  infliction  of 
$10  a  day  penalty  deprives  shippers  of  their  property  without 
due  process  of  law,  being  confiscatory  and  arbitrary  in  nature 
and  affording  shippers  no  hearing  before  a  proper  tribunal.  A 
further  contention  by  them  was  that  the  Commission  had  no 
power  to  suspend  the  cancellation  tariffs,  because  they  provide 
no  new  rate,  fare,  classification,  charge  or  regulations,  as  required 
by  law  as  a  condition  precedent  to  suspension. 

Speaking  on  a  point  other  than  law,  they  said  that  a  con- 
tinuance of  the  $10  a  day  penalty  by  the  carriers  would  be  un- 
reasonable, and  would  not  only  be  a  breach  of  faith  on  the  part 
of  the  carriers,  the  reason  for  its  imposition  having  vanished, 
but  would  subject  shippers  to  an  unlawful  discrimination  and 
prejudice  in  that  the  penalty  is  greater  than  the  charge  made  for 
the  holding  of  cars  for  loading,  unloading  or  for  other  purposes. 
They  said  that  whenever  a  car  is  detained,  whether  by  the  ship- 
per, the  reconsignor,  the  consignee  or  the  carrier,  the  shipping 
public  is  deprived  of  the  use  of  that  car.  They  said  that  that 
conclusion  was  admitted  by  the  witness  for  the  American  Railway 
Association.  That  witness,  they  said,  admitted  that  there  was 
no  service  at  all  for  the  $10  a  day  and  that  the  exaction  was 
solely  a  penalty. 

The  inability  of  the  manufacturer  to  load  at  the  loading 
point,  the  inability  of  the  reconsignor  to  give  his  reconsiguing 
instructions  at  the  reconsignment  point,  the  retailer  to  unload 
ai  the  unloading  point,  are  each  due  to  the  exigencies  of  their 
business,  the  attorneys  said,  which  the  carrier,  in  the  efficient 
conduct  of  transportation,  should  recognize.  Certainly,  they  said, 
one  shipper  should  not  be  penalized  because  of  conditions  beyond 
his  control  more  than  any  other  shipper.  The  holding  of  cars 
at  reconsigning  points,  they  insisted,  was  insignificant  as  con- 
trasted with  the  holding  for  loading  and  unloading.  That  fact, 
they  said,  was  shown  by  reports  from  the  carriers  under  the 
Commission's  special  report  series  circular  No.  30,  for  September, 
1917,  October,  1918,  and  November,  1919,  when  compared  with  the 
exhibit  prepared  by  the  transit  man.  That  shows  that  in  those 
three  months  350,629  cars  were  held  for  purposes  other  than 
reconsigning,  while  only  7,505  cars  of  lumber  were  held  for  recon- 
signment. Moreover,  they  claimed,  they  had  shown  in  formal 
docket  No.  11818  that  the  figures  of  the  carriers  as  the  number 
of  cars  of  lumber  held  for  reconsignment  through  fault  of  the 
shipper  was  grossly  in  error. 

In  their  brief  for  the  National  Retail  Lumber  Dealers'  Asso- 
ciation, George  N.  Brown,  L.  C.  Boyle  and  A.  G.  T.  Moore  for  the 
Southern  Pine  Association,  said  that  no  case  had  come  to  the 
Commission  recently  that  had  involved  a  more  important  trans- 
portation principle  than  presented  in  this  case. 

"The  holding  of  car  of  lumber  at  so-called  transit  points," 
they  said,  "congests  those  points  and  presents  a  serious  obstacle 
to  the  free  movement  of  lumber  throughout  the  country.  The 
record  also  shows  that  the  practice  of  holding  cars  by  lumber 
shippers  who  used  the  facilities  of  the  carriers  to  enable  them  to 
speculate  on  the  market,  has  been  growing  until  it  has  reached 
the  point  where  it  is  a  positive  menace  to  efficiency  of  handling 
their  lumber  traffic  generally.  It  is  not  possible  to  embargo  ship- 
ments of  this  character,  because  the  shipment  is  from  the  mill 
to  a  broker  or  wholesaler  who  may  and  does  use  various  transit 
points  on  numerous  lines  for  the  conduct  of  his  business. 

"We  insist,  therefore,  that  carriers  have  the  right  to  make 
such  charges  as  will  free  their  terminals  and  which  will  insure 
that  their  cars  shall  be  used  for  transportation  of  freight  and 
rot  for  storage  and  sale  of  the  freight.  This  principle  has  been 
sustained  in  numerous  decisions  of  the  Commission.  If  the  prin- 
ciple for  which  we  contend  is  sound,  it  can  make  no  difference 
in  its  application  whether  cars  are  plenty  or  there  is  a  shortage 
of  cars.  The  principle  announced  in  Wilson  Produce  Co.  vs.  P.  R. 
R.  Co.,  14,  I.  C.  C.  170,  has  ever  since  been  followed  by  the  Com- 
mission, and  has  come  to  be  the  law  in  cases  where  the  right  of 
a  carrier  to  make  a  charge  for  detention  of  cars  is  in  issue.  In 
that  case  there  was  not  involved  a  question  as  to  car  shortage. 

"The  sum  and  substance  of  the  attempted  justification  (for 
the  elimination  of  the  penalty  charge)  is  that  the  removal  may 
induce  a  movement  of  lumber  over  the  rails  of  the  respondents. 
Practically  all  of  the  carriers  of  the  country  recognize  the  neces- 


sity of  the  maintenance  of  the  penalty  charge  as  a  paramount 
rule.  Brokers  and  wholesalers  of  lumber,  who  buy  lumber  at 
the  mills  and  send  it  on  roving  commission  over  the  rails  of  car- 
riers to  find  buyers,  claim  the  right  to  hold  the  cars  in  transit 
until  buyers  are  found.  Over  and  over  again  the  Commission 
has  held  that  reconsignment  confers  on  shippers  no  right  to  hold 
cars  indefinitely  for  purpose  of  sale  or  storage.  The  manner  of 
conducting  a  business  from  and  in  cars  of  carriers  exists  with 
respect  to  lumber  to  a  much  larger  extent  than  any  other  com- 
modity that  moves  in  interstate  commerce.  If,  in  this  case,,  the 
Commission  should  permit  the  proposed  cancellations  to  become 
effective,  the  wholesalers  and  brokers  engaged  in  the  lumber 
business  will  at  once  conclude  that  official  sanction  has  been 
given  to  them  to  hold  cars  as  long  as  they  please  in  order  that 
they  might  conduct  a  profitable  business. 

"Why  should  a  few  carriers,  known  as  "weak  sisters"  in  the 
transportation  world,  be  permitted  to  cancel  out  a  charge  which, 
in  the  judgment  of  practically  all  of  the  carriers  of  the  country, 
is  a  necessary  and  a  just  charge;  and  which  also  has  the  approval 
and  support  of  nine-tenths  of  the  lumber  shipping  interests  of 
the  country?  If  these  carriers  are  allowed  to  do  what  they  pro- 
pose, they  become  the  predominate  factor  in  tearing  down  a  prin- 
ciple that  has  proved  its  efficacy  in  the  prompt  movement  of  cars 
in  this  country." 

A  new  phase  of  the  long-drawn-out  controversy  between  the 
transit  lumber  men,  so-called,  and  that  part  of  the  lumber  in- 
dustry which  disapproves  the  habitual  users  of  transit,  has  been 
put  before  the  Commission  in  the  form  of  a  petition  by  Frank 
Carnahan,  Washington  representative  of  the  National  Retail 
Lumber  Dealers'  Association.  He  asks  that  body  to  investigate 
the  tariffs  filed  by  the  Wabash,  Illinois  Central,  Chicago  &  Alton, 
Chicago  &  Eastern  Illinois  and  Toledo,  St.  Louis  &  Western 
offering  to  hold  lumber  at  junction  points  without  charge  for 
reconsignment  other  than  a  straight  one  of  $3,  regardless  of 
when  the  reconsignment  order  may  be  received. 

Until  the  Wabash  filed  a  tariff  of  that  kind  the  charges  were 
$3,  if  the  order  was  received  before,  and  $7  if  received  after 
the  arrival  of  the  car  at  the  first  billed  destination.  The  higher 
charge  was  imposed  as  a  mixture  of  penalty  and  compensation, 
the  penalty  being  for  detention  of  the  car  at  the  first  billed 
destination. 

The  query  raised  by  Carnahan's  petition  is  as  to  whether 
what  the  railroads  have  done  is  not  a  violation  of  the  Com- 
mission's decision  in  the  big  reconsignment  case.  In  that  case 
it  said  what  should  be  done  to  avoid  abuse  of  equipment.  It 
was  a  permission  given  the  carriers  to  do  what  they  proposed 
for  the  elimination  of  the  abuses.  The  Commission  issued  no 
order  requiring  the  railroads  to  observe  the  rules  and  rates 
which  they  proposed  when  the  shortage  of  cars  was  great. 

Tariffs  eliminating  the  distinction  between  cars  for  which 
reconsignment  orders  are  received  before  their  arrival  at  the 
first  billed  destination  and  those  arriving  after  were  put  on  the 
files  and  became  operative  without  protest  on  the  part  of  those 
opposed  to  transit  and  practically  free  reconsignment.  They  took 
note,  however,  of  the  tariff  filed  by  the  Chicago,  Peoria  &  St. 
Louis  and  had  it  suspended  in  I.  and  S.  No.  1421. 

Blame  or  credit,  as  the  case  may  be,  depending  on  the  point 
of  view  of  the  one  considering  the  matter,  for  this  approach 
toward  the  days  of  unlimited  free  reconsignment,  is  given  to  the 
Wabash.  It  is  said,  however,  not  to  have  filed  its  tariffs  until 
after  question  had  been  raised  as  to  the  legality  of  a  practice 
attributed  to  it  of  stopping  lumber  it  knew  was  being  shipped 
by  a  transit  house,  short  of  billed  destination,  and  informing 
the  shipper  that  it  was  holding  the  car  short  of  the  first  des- 
tination for  the  receipt  of  reconsignment  orders.  When  the 
question  of  the  legality  of  that  practice  was  raised,  the  Wabash 
is  said  to  have  decided  to  issue  a  tariff  offering  to  hold  lumber 
at  junctions  without  charge  other  than  the  $3  fee  for  recon- 
signment. That  did  away  with  the  $10  a  day  penalty  and  the 
charge  of  $7  for  reconsignment  after  twenty-four  hours  of  free 
time  at  the  first  billed  destination. 

After  that  was  done  other  roads,  in  terms,  began  eliminating 
the  penalty  charge  and  also  to  provide  for  reconsignment,  re- 
gardless of  time  of  the  receipt  of  the  reconsignment  orders,  at 
the  flat  charge  of  $3  a  car. 


VALUATION    BILL     HEARINGS 

The  Traffic  World  Washington  Bureau 

The  House  committee  on  interstate  and  foreign  commerce 
decided  November  21  to  hold  no  further  hearings  on  the  valua- 
tion bill  until  some  time  in  the  next  session.  S.  W.  Moore,  of 
counsel  for  the  carriers,  reviewed  the  carriers'  objections  to  the 
proposed  legislation.  The  carriers  take  the  position  that  if  the 
bill  becomes  law  and  the  Commission  is  relieved  from  including 
in  its  valuation  reports  estimates  of  the  cost  of  reproduction  of 
carrier  lands,  the  valuation  proceedings  would  be  greatly  de- 
layed because  the  carriers  would  carry  the  matter  to  the  courts. 
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SENATE  COMMITTEE  HEARINGS 

Tht  Traffic  World  Washington  Bureau 

Walter  L.  Fisher,  former  secretary  of  the  Interior,  testify- 
ing for  the  National  Association  of  Owners  of  Railroad  Secur- 
ities, against  repeal  of  section  15-a  or  withdrawal  of  the  Shreve- 
port  power  from  the  Commission,  declared  before  the  committee 
November  18  that  he  did  not  believe  there  was  any  dissatisfac- 
tion with  the  transportation  act  but  that  the  public  was  dis- 
satisfied with  the  high  rate  levels  and  was  "striking  in  the  dark." 

"This  opposition  is  not  a  thinking  objection  to  the  transpor- 
tation act,"  said  he.  "It  is  just  an  unthinking  attack.  I  appeal 
to  you  not  to  strike  down  this  rule  of  rate  making  in  favor  of 
a  discarded  system  of  making  rates  by  rule  of  the  thumb." 

Senators  Cummins,  Poindexter  and  Fernald  were  present. 
Just  before  the  committee  adjourned  for  the  day,  Senator  Fre- 
linghuysen  came  in. 

Senator  Cummins  agreed  with  Mr.  Fisher  that  the  only 
reason  advanced  for  the  repeal  of  section  15-a  was  that  freight 
rates  were  too  high. 

The  witness  declared  the  transportation  act  provided  for 
i lie  placing  of  railroad  securities  on  a  stable  basis.  He  said 
the  security  owners  desired  to  help  the  railroads  to  bring  rates 
down  by  establishing  means  for  the  elimination  of  the  middle- 
man's profit  in  the  sale  of  securities  and  by  making  effective 
economies  in  operation,  which  would  save  hundreds  of  millions 
of  dollars. 

Wages,  as  the  principal  item  in  operating  expenses,  must 
come  down,  Mr.  Fisher  said,  but  he  added  they  could  not  be 
brought  down  with  an  ax  but  through  readjustment  of  economic 
conditions.  Another  way  in  which  operating  expenses  could  be 
cut  substantially  and  thus  afford  a  basis  for  rate  reductions,  he 
said,  was  the  grouping  and  consolidation  of  railroads,  joint  use 
of  terminals  and  elimination  of  duplication  in  facilities.  He  said 
unless  the  costs  of  operation  could  be  reduced,  rates  could  not 
be  reduced  unless  the  deficits  were  met  from  the  public  treasury. 
Even  from  the  standpoint  of  those  who  believe  only  In  govern- 
ment ownership  lies  the  solution  of  the  transportation  problem, 
he  said,  the  transportation  act  provided  the  proper  procedure 
for  dealing  with  the  roads. 

"If  we  are  going  to  have  government  ownership,"  said  he, 
•"let  us  prepare  for  it  rationally.  If  we  should  have  government 
ownership  tomorrow,  we  should  have  to  begin  along  the  lines  of 
the  transportation  act." 

He  referred  to  the  provisions  relating  to  the  grouping  and 
consolidation  of  roads.  If  the  country  had  government  owner- 
ship, he  said,  the  railroads  would  have  to  be  operated  at  cost 
or  else  the  deficit  would  have  to  be  met  from  the  public  treasury. 
He  said  the  latter  course  was  followed  during  federal  control. 

"The  claim  is  that  rates  must  never  be  higher  than  the 
traffic  will  bear,"  interjected  Senator  Cummins,  "further,  there 
must  be  a  profit  to  those  who  use  transportation.  That  means 
rates  must  be  adjusted  so  that  the  shipper  will  earn  a  profit — 
that  is  what  is  claimed." 

"It  is  perfectly  true  that  rates  can  not  and  ought  not  to 
be  greater  than  the  traffic  will  bear,"  said  Mr.  Fisher.  "The 
shipper  will  not  ship  if  he  can  not  get  a  return  that  makes 
it  worth  his  while  to  ship,  and  no  matter  what  the  Interstate 
Commerce  Commission  may  do  in  an  effort  to  so  adjust  rates 
that  will  yield  a  certain  return,  it  cannot  get  around  that 
economic  law." 

"Then  we  come  to  this  impossible  situation,"  replied  the 
chairman.  "The  shipper  doesn't  ship  unless  he  gets  a  profit. 
The  transportation  company  can't  run  if  it  doesn't  get  a  fair 
return.  If  the  shipper  won't  ship  at  rates  fixed  to  yield  a  fair 
return  and  the  railroads  won't  operate,  what  are  you  going  to 
do?" 

Mr.  Fisher  said  if  the  government  were  running  the  roads 
it  would  build  up  a  surplus  to  meet  such  a  situation  and  that  the 
same  thing  must  be  done  under  private  operation.  He  said  all 
that  Congress  said  in  the  rate-making  section  was  that  rates  be 
maintained  on  a  general  level  to  yield  as  nearly  as  may  be  the 
fair  return  prescribed.  There  was  bound  to  be  an  element  of 
uncertainty  as  to  that  return,  he  said.  The  minute  conditions 
resulted  in  a  decline  of  traffic,  he  said,  rates  would  have  to  come 
down  because  if  they  did  not,  the  net  result  would  be  worse 
than  otherwise.  He  said  it  was  better  to  have  rates  come  down 
and  have  business  improved  than  to  keep  rates  up  and  keep 
business  down. 

"If  it  is  true  that  business  won't  maintain  transportation, 
there  is  only  one  resort  left — government  ownership  and  mainte- 
nance of  the  railroads  by  taxation,"  said  Senator  Cummins.  ''I 
have  asked  a  number  of  farmers  if  they  were  willing  for  Con- 
gress to  make  an  appropriation  for  the  railroads  to  continue 
giving  service.  I  never  found  one  who  was  willing  to  do  that." 

"You  have  diagnosed  the  situation  correctly,"  said  Mr. 
Fisher.  "The  people  do  not  want  to  support  the  railroads  by 
taxation." 

The  witness  referred  to  the  provisions  of  the  rate-making 
section  with  respect  to  division  of  earnings  in  excess  of  6  per 
cent  on  the  value  of  the  individual  carrier's  property  and  said 
the  half  above  6  per  cent  accruing  to  the  government  could  be 


used  to  tide  the  roads  over  when  the  return  fell  short  of  a  fair 
return. 

Unnecessary  competition  could  be  eliminated  with  the  result 
that  the  cost  to  the  public  would  be  greatly  reduced,  he  said. 

Although  he  said  the  railroads  were  reducing  rates,  he  aald 
they  were  doing  little  to  effect  large  economies  In  operation  and 
referred  to  the  recommendations  made  to  the  committee  during 
the  general  railroad  inquiry  by  the  security  owners  to  bring 
about  more  economical  operation. 

Mr.  Fisher  declared  the  only  conclusion  that  would  be 
drawn  from  repeal  by  Congress  of  the  rate-making  section  was 
that  Congress  believed  that  a  return  of  5%  or  6  per  cent  was 
too  high. 

"Why  assume  that?"  interrupted  Senator  Poindexter.  "Con- 
gress might  want  the  railroads  to  earn  more  than  that.  The 
railroads  got  along  very  well  without  that  provision  before  the 
transportation  act  was  passed.  Their  earnings  fell  off  In  bad 
times  and  went  up  in  good  times." 

Mr.  Fisher  did  not  believe  that  the  history  of  the  roads 
justified  the  latter  part  of  the  senator's  statement.  He  asked 
why  the  provision  should  be  stricken  out,  anyway,  as  the  Com- 
mission would  prescribe  the  rate  of  return  after  March  1,  1922. 
He  said  some  significance  would  have  to  be  attached  to  repeal 
of  the  provision  by  Congress,  because  the  demand  for  the  repeal 
came  from  those  who  contended  rates  were  too  high.  He  said 
the  railroads  were  not  asking  that  it  be  repealed  because  the 
return  thereunder  was  too  low.  He  said  if  the  section  were  re- 
pealed all  the  constructive  work  under  the  act,  dependent  on 
the  grouping  principle,  would  stop.  He  said  the  act  should  not 
be  amended  because  rates  were  too  high,  but  that  the  railway 
executives  should  do  what  they  agreed  to  do  in  New  York, 
November  16,  and  reduce  rates. 

"When  rates  are  a  deterrent,  let's  bring  them  down,"  said 
he.  "Give  the  transportation  act  a  fair  trial  and  permit  some 
of  the  constructive  remedies  this  act  makes  possible.  Then 
go  forward  with  the  constructive  legislation  this  association  has 
recommended  to  you." 

Mr.  Fisher  said  Congress  should  not  enact  the  Capper  bill 
because  that  would  be  wiping  out  the  power  it  has  been  con- 
ceded the  Commission  has  under  the  Shreveport  doctrine.  He 
said  the  amendment  proposed  by  the  state  commissions  was 
objectionable  in  that  it  would  reverse  the  Shreveport  doctrine 
and  that  if  enacted  into  law  it  would  mean  that  the  Commission 
could  not  touch  a  state  rate  unless  it  were  shown  that  it  was 
non-compensatory,  regardless  of  how  discriminatory  it  might  be. 
That  was  not  the  doctrine  of  the  Shreveport  decision,  he  said. 
He  said  he  believed  the  state  commissions  could  serve  a  useful 
purpose  as  a  check  on  the  Interstate  Commerce  Commission,  but 
that  when  unjust  discrimination  or  an  undue  burden  on  inter- 
state commerce  existed  the  Commission  should  have  the  power 
to  correct  it. 

Scandrett  Concludes 

H.  A.  Scandrett,  commerce  counsel  of  the  Union  Pacific,  con- 
cluding his  testimony,  November  19,  said  approval  by  Congress 
of  either  the  Capper  bill,  the  Nicholson  bill  or  the  amendments 
proposed  by  Mr.  Benton  for  the  state  commissions  with  ref- 
erence to  regulation  of  intrastate  rates  would  mean  nullification 
of  the  Commission's  power  under  the  Shreveport  doctrine  and 
constitute  a  backward  step  in  the  regulation  of  rates. 

"Each  one  of  these  proposals  is  very  sweeping  and  involves 
complete  reversal  of  not  only  the  transportation  act  but  also 
of  the  interstate  commerce  act  before  enactment  of  the  trans- 
portation act,"  said  he.  "Each  one  of  these  proposals  arrives 
at  the  same  goal — to  deprive  the  Interstate  Commerce  Commis- 
sion of  control  over  discriminatory  state  rates." 

The  witness  showed  that  under  the  Capper  bill  not  only 
would  absolute  control  of  state  rates  be  vested  in  the  state 
commissions  and  the  Commission  deprived  of  authority  to  re- 
move discrimination  caused  by  state  rates,  but  that  it  would 
wipe  out  every  order  made  by  the  Interstate  Commerce  Com- 
mission under  the  Shreveport  power,  either  before  or  after 
enactment  of  the  transportation  act. 

"Absolute  chaos  would  result,"  he  declared. 

"Who  is  back  of  the  Capper  bill?"  asked  Senator  Poindexter. 
who,  with  Senator  Fernald,  conducted  the  hearing. 

"I  do  not  know,"  replied  Mr.  Scandrett.  "There  is  great 
similarity  in  language  in  all  of  the  amendments  proposed." 

Mr.  Scandrett  said  the  Nicholson  bill  was  similar  to  the 
amendments  proposed  by  Mr.  Benton,  with  the  exception  that 
the  Benton  proposals  went  farther  than  the  provisions  in  the 
Nicholson  bill.  The  effect  of  these  proposals,  he  said,  would 
be  to  deprive  the  Commission  of  the  power  to  touch  a  state  rate 
unless  proof  were  shown  that  the  rate  in  issue  was  non-com- 
pensatory or  confiscatory.  He  said  when  a  whole  body  of  state 
rates  was  in  issue  it  was  difficult  enough  to  prove  them  non- 
compensatory and  that  the  narrower  the  issue  the  more  difficult 
the  proof. 

"It  is  almost  impossible  to  prove  confiscation  by  a  single 
rate,"  said  Mr.  Thorn. 

Mr.  Scandrett  said  he  wished  to  remove  the  impression  that 
the  Commission  considered  only  discrimination  and  not  the 
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reasonableness  of  rates  in  the  Shreveport  and  other  cases.  In 
the  Shreveport  case,  he  said,  the  Commission  had  found  the 
interstate  class  rates  unreasonable  and  ordered  the  carriers  to 
correct  them.  He  said  two  bodies  having  the  same  intelligence 
and  the  same  facts  on  which  to  act  might  decide  differently  as 
to  what  was  a  reasonable  rate;  therefore,  he  said,  it  is  essential 
that  some  authority  be  set  up  to  say  what  is  a  reasonable  rate. 
Obviously,  he  said,  the  Interstate  Commerce  Commission  is  the 
only  authority  that  could  do  that,  because  it  could  not  be  left 
to  the  state  commissions. 

The  railroads  should  not  be  deprived  of  the  right  to  bring 
alleged  discrimination  to  the  attention  of  the  Commission,  the 
witness  said.  He  said  no  reason  had  been  suggested  as  to  why 
that  right  should  be  withdrawn  and  that  he  did  not  believe  any 
reason  could  be  advanced  for  the  repeal  of  that  part  of  the  law 
giving  the  carriers  the  right  to  complain,  as  has  been  proposed 
by  the  state  commissions. 

"You  repeal  these  provisions  and  what  is  left?"  he  asked. 
"Nothing  but  gorilla  warfare  among  these  different  states — 
wars  and  reprisals.  If  the  state  of  Louisiana  can't  get  correc- 
tion of  an  injury  imposed  by  the  state  of  Texas,  it  is  going  to 
undertake  to  make  an  adjustment  in  Louisiana  which  will  do 
for  Louisiana  what  Texas  has  done  for  Texas.  And  the  man 
who  is  a  shipper  or  traveler  in  interstate  commerce  is  going 
to  have  discrimination  imposed  upon  him.  Under  the  law  as  it 
is,  there  is  equal  treatment.  Imaginary  state  lines  do  not  im- 
pede the  flow  of  commerce.  These  amendments  represent  back- 
ward steps  and  should  not  be  contemplated  under  any  condi- 
tions." 

Edgar  E.  Clark  Appears 

Edgar  E.  Clark,  formerly  chairman  of  the  Interstate  Com- 
merce Commission,  appeared  as  a  witness  for  the  National  As- 
sociation of  Owners  of  Railroad  Securities.  He  explained  that 
Mr.  Warfleld  had  asked  him  to  express  to  the  committee  his  own 
views  on  the  proposed  legislation,  and  referred  to  the  fact  that 
he  was  a  member  of  the  Commission  when  the  policies  under 
the  transportation  act  were  being  worked  out. 

In  beginning  his  statement  Mr.  Clark  said  he  wished  to 
touch  on  a  few  fundamental  principles.  He  said  private  capital 
would  not  embark  on  transportation  enterprises  unless  it  was 
assured  of  a  fair  return  or  profit  and  that  adequate  transporta- 
tion was  essential  for  the  welfare  of  the  nation.  He  briefly 
reviewed  the  development  of  regulation  of  the  railroads  from 
its  inception,  referred  to  the  charges  in  the  past  that  the  Com- 
mission had  starved  the  railroads  and  said  the  allegation  had 
not  been  borne  out  by  the  facts. 

Rates  were  made  many  years  ago  on  the  basis  of  what  the 
traffic  would  bear,  he  said,  and  the  result  of  the  proposed 
changes  in  the  law  would  be  to  go  back  to  that  basis. 

Mr.  Clark  said  there  was  a  wide  misunderstanding  as  to 
what  the  transportation  act  provided.  He  reviewed  the  happen- 
ings in  connection  with  Ex  Parte  74  briefly  and  said  it  was 
realized  by  everybody  that  rates  had  to  be  increased  at  that 
time.  He  said  the  understanding  by  Congress  of  the  need  of  the 
carriers  for  additional  revenue  resulted  in  the  passage  of  the 
transportation  act,  and  that  it  was  doubtful  whether  any  legis- 
lation had  been  the  subject  of  more  exhaustive  study  before  it 
was  adopted. 

Referring  to  section  15a,  Mr.  Clark  said  under  the  United 
States  Constitution  the  railroads  could  not  be  deprived  of  the 
opportunity  to  earn  a  fair  return  and  that  there  was  a  long  line 
of  decisions  in  support  of  that  principle.  He  said  the  rule  of 
rate  making  in  the  transportation  act  was  only  a  statutory 
declaration  of  the  provisions  of  the  Constitution. 

Mr.  Clark  said  he  was  not  aware  at  the  time  that  there  was 
any  substantial  criticism  of  what  the  Commission  did  in  Ex 
Parte  74  in  carrying  out  the  mandate  of  Congress.  The  criticism 
of  high  rates  developed  when  it  became  apparent  that  the  reac- 
tion from  war  conditions  had  set  in,  he  said.  For  about  two 
months  after  the  Commission  had  acted,  he  said,  it  appeared  that 
the  carriers  would  earn  in  the  neighborhood  of  5%  per  cent. 
In  fixing  the  valuation  in  Ex  Parte  74,  he  said,  the  Commission 
did  not  accept  the  property  investment  accounts  of  the  carriers, 
but  for  lack  of  something  better  used  them  as  a  gauge  in  fixing 
the  valuation. 

Discussing  the  demand  for  rate  reductions,  which  began  to 
develop  early  in  1921,  Mr.  Clark  said  he  had  had  the  greatest 
sympathy  for  the  producers  of  agricultural  products,  who  blamed 
freight  charges  for  their  troubles. 

"I  can  understand  how  they  blamed  rates,  but  they  were 
simply  mistaken,"  said  he. 

He  referred  to  an  investigation  of  rates  on  Florida  spinach, 
the  growers  of  which  blamed  rates  for  their  inability  to  make  a 
profit.  Investigation  showed,  said  he,  that  the  buyers  of  that 
commodity  were  paying  just  one-half  what  they  were  a  year 
before,  but  were  selling  at  the  same  price  of  a  year  before. 

"I  haven't  any  sympathy  for  the  price  profiteers  hiding  be- 
hind the  camouflage  of  increased  freight  rates,"  said  he. 

Mr.  Clark  referred  to  the  remark  made  by  Senator  Cummins 
that  it  was  claimed  that  rates  had  to  be  such  as  to  move  the 
traffic  and  also  to  permit  the  shipper  to  make  a  profit.  He  said 
it  was  obvious  that  the  public  must  have  rates  under  which 


traffic  will  move,  but  that  to  take  the  claim  made  as  a  rule 
for  rate  making  would  be  utterly  futile.  He  said  that  rule  would 
leave  it  to  the  railroad  traffic  man  whether  a  producer  could 
reach  a  given  market  and  ignore  the  principle  that  the  long 
haul  have  a  relatively  lower  rate  than  the  short  haul. 

With  regard  to  the  rate-making  section,  he  said  there  was 
some  criticism  of  dealing  with  the  carriers  in  groups,  but  that 
Congress  had  done  the  only  thing  it  could  do  in  trying  to  meet 
the  problem  of  the  "weak  sisters."  He  said  the  grouping  prin- 
ciple was  not  new — that  it  had  been  applied  by  the  Commission 
in  several  rates  cases  prior  to  the  enactment  of  the  transporta- 
tion act — that  the  Commission  had  taken  into  consideration  the 
less  favorably  situated  lines  in  making  rates. 

"What  is  to  be  gained  by  repealing  this  provision  of  the 
law?"  he  asked.  "Certainly  Congress  isn't  going  to  do  a  vain 
thing  for  this  fundamental  industry.  Nobody  will  assume  that 
Congress  is  going  to  legislate  unless  it  is  its  real  purpose  to 
cure  an  evil  or  accomplish  some  real  good." 

Mr.  Clark  said  he  felt  safe  in  saying  that  even  if  the  rate- 
making  provision  had  not  been  enacted  and  other  conditions 
had  been  what  they  were,  the  decision  of  the  Commission  in 
Ex  Parte  74  would  not  have  been  substantially  different  from 
what  it  was. 

"How  has  it  hurt  anybody?"  he  continued.  "The  railroads 
have  not  approached  the  return  of  5%  per  cent.  The  Class  1 
roads  spent  about  93  cents  of  every  dollar  to  earn  that  dollar 
in  1920.  No  carrier  asked  for  an  increase  in  rates.  They  knew 
it  would  be  suicide  to  increase  rates  further." 

Senator  Poindexter  said  it  had  been  claimed  the  section 
provided  a  guaranty  to  the  railroads. 

"I  regard  that  claim  as  being  made  in  absence  of  knowledge 
of  the  facts  or  with  a  purpose  to  misrepresent  the  facts,"  said 
Mr.  Clark. 

He  said  the  provision  had  not  harmed  anyone  and  had  done 
some  good  and  that  it  could  do  no  harm. 

"Why  take  it  out  and  do  a  vain  thing?"  he  asked. 
He  said  the  section  had  affected  some  stability  in  railroad 
securities. 

At  the  afternoon  session  Mr.  Clark  defended  the  Commis- 
sion's interpretation  of  the  provisions  of  the  transportation  act 
with  regard  to  its  jurisdiction  over  intrastate  rates.  He  com- 
mented on  the  fact  that  of  the  men  who  approved  the  decision 
in  Ex  Parte  74 — the  members  of  the  Commission  and  the  three 
state  commissioners  who  sat  with  the  Commission — eight  were 
or  had  been  state  commissioners. 

"It  seems  to  me  beyond  room  for  argument,"  he  continued, 
"that  to  avoid  the  intolerable  condition  of  rivalries  between  the 
states  that  there  must  be  authority  vested  somewhere  to  settle 
those  disputes  when  they  arise.  Now  it  is  proposed  to  wipe 
that  authority  out. 

"I  want  to  deny  that  the  Interstate  Commerce  Commission 
has  ever  acted  with  the  desire  of  extending  its  jurisdiction  or 
of  denying  state  authority.  The  Commission  has  enough  to  do 
without  seeking  more  authority  and  work. 

"Where  did  co-operation  with  the  state  commissions  or- 
iginate? It  was  recommended  in  the  annual  reports  of  the 
Commission  to  Congress.  Why  is  the  Interstate  Commerce  Com- 
mission accused  of  not  co-operating  with  the  state  commissions?" 
Mr.  Clark  then  referred  to  the  introduction  into  the  record 
by  Mr.  Benton  of  the  correspondence  which  passed  between 
Chairman  Clark  and  Mr.  Benton  on  the  subject  of  co-operation. 
He  said  attention  of  the  committee  had  been  called  to  the  elapse 
of  time  between  the  receipt  of  one  letter  by  the  Commission  and 
the  sending  of  the  reply.  He  said  the  state  commissions  in  ef- 
fect asked  the  Commission  to  lay  down  a  formula  which  should 
govern  as  to  co-operation  between  the  Commission  and  them, 
and  that  because  of  the  uncertainty  as  to  just  what  circum- 
stances and  conditions  might  arise,  the  Commission  was  unwill- 
ing to  bind  itself  to  any  set  of  regulations.  He  said  the  Com- 
mission did  not  know  what  circumstances  or  conditions 
might  arise  to  make  co-operation  along  fixed  lines  desirable  or 
undesirable.  He  said  some  members  of  the  Commission  took 
the  view  that  it  would  be  inappropriate  to  have  joint  action 
when  an  order  of  a  state  commission  might  be  in  issue. 

Referring  briefly  to  the  mass  of  litigation  which  attended 
the  development  of  regulation  by  the  Commission  and  to  the 
fact  that  in  recent  years  there  had  been  very  little  litigation 
growing  out  of  action  by  the  Commission,  he  spoke  of  the 
reputation  for  integrity  which  the  Commission  had  built  up. 
In  his  discussion  of  the  Commission,  Mr.  Clark  said: 
"The  Commission  always  has  been,  and  I  guess  always  will 
be,  the  subject  of  a  great  deal  of  misunderstanding  and  a  good 
deal  of  criticism,  much  of  which  at  least  is  unwarranted  and 
unjust,  but  inasmuch  as  I  am  no  longer  a  member  of  it  I  think 
I  can,  with  propriety,  point  to  the  record  that  the  Interstate 
Commerce  Commission  has  made,  the  standing  that  it  has  gotten 
even  before  these  railroads  that  used  to  think  that  it  was  guilty 
of  all  the  crimes  in  the  decalogue,  and  with  the  shipping  public, 
and  I  assert  that  the  reason  that  the  Interstate  Commerce  Com- 
mission has  attained  that  reputation  and  that  standing  is  because 
it  has  stood  with  a  face  to  every  wind  that  blows,  and  per- 
formed its  duties  in  accord  with  its  conscientious  convictions 
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of  what  was  the  right  thing  to  do,  and  has  not  been  swayed 
by  popular  clamor,  by  any  political  Influences,  or  by  anything 
of  that  kind,  and  If  the  time  ever  comes  when  the  Interstate 
Commerce  Commission  has  to  consider  whether  or  not  a  thing 
is  going  to  be  popular  and  whether  or  not  it  is  going  to  be 
;iu;ioked  by  one  political  party  or  another,  Its  usefulness  will 
be  very  seriously  impaired,  in  my  Judgment." 

The  former  chairman  said  Mr.  Benton  had  entirely  miscon- 
ceived the  purpose  of  the  Commission  when  it  exercised  the 
power  of  issuing  orders  subject  to  the  further  order  of  the  Com- 
mission. He  said  the  Commission  had  no  thought  of  "freezing" 
states  rates,  as  had  been  charged,  and  that  the  Commission  stood 
ready  to  set  aside  any  of  its  orders  as  to  intrastate  rates  if  it 
could  be  shown  that  the  rates  or  rate  had  no  relation  to  inter- 
state commerce.  The  situation  with  respect  to  intrastate  rates 
had  been  made  delicate  by  the  fact  that  courts  had  issued  in- 
junctions restraining  state  commissions  from  interfering  with 
the  rates.  He  also  said  the  Commission  in  its  orders  provided 
for  modification  of  state  rates  on  a  proper  showing. 

"I  assert  that  in  no  case  in  which  the  Interstate  Commerce 
Commission  has  been  called  upon  to  exercise  that  power — and 
there  have  been  many  of  them  from  all  sections  of  the  country 
—has  It  failed  or  omitted  to  find  specifically  what  would  be 
a  reasonable  maximum  interstate  rate  as  a  basis  for  the  removal 
of  the  discrimination,"  said  he. 

"So  that  all  of  these  statements  that  have  been  made  here 
that  either  affirmatively  declare  or  intimate  that  the  Commis- 
sion has  been  deciding  those  cases  without  consideration  of  the 
reasonableness  of  the  rates,  both  state  and  interstate,  are  based 
in  an  entire  misunderstanding  of  what  has  been  done — they  are 
inaccurate,  erroneous. 

"I  want  to  say  with  emphasis,  Mr.  Chairman,  that  any  in- 
sinuation that  the  Interstate  Commerce  Commission  has  de- 
cided any  one  of  these  cases,  without  according  a  full  hearing  to 
the  people  who  wanted  to  be  heard,  is  very  far  from  the  fact. 

"I  want  to  correct  another  impression  that  seems  to  have 
been  gleaned  from  what  has  been  said  here,  that  the  Interstate 
Commerce  Commission  has  held  that  a  mere  difference  between 
the  state  and  the  interstate  rates  constitutes  undue  prejudice  or 
undue  discrimination.  The  Commission  never  held  it  in  any 
case." 

Speaking  with  reference  to  the  attitude  of  the  security 
owners,  Mr.  Clark  said: 

"Now,  as  I  have  come  in  contact  with  the  members  of  this 
association  of  security  owners,  I  have  been  impressed  with  their 
conservative  views.  They  realize  that  even  with  that  rate-mak- 
ing provision  in  the  act,  there  is  no  possibility  of  the  railroads 
getting  that  measure  of  return  until  the  railroads  of  the  coun- 
try, and  the  business  of  the  country,  have  adjusted  themselves 
so  that  that  can  be  done  under  reasonable  rates." 

Mr.  Clark  discussed  the  testimony  of  Mr.  Benton,  wherein  he 
recommended,  as  provided  in  the  amendments  proposed  by  the 
state  commissions,  that  the  Commission,  when  entering  an  order 
affecting  intrastate  rates,  be  required  to  "enter  a  report  stating 
the  facts  as  they  find  them  from  the  evidence  upon  which  they 
rest  their  conclusion  that  the  sort  of  case  does  exist,  which  the 
Congress  has  told  them  they  might  exercise  power  over,"  so 
that  a  court  could  determine  whether  the  facts  found  by  the  Com- 
mission sustained  the  order  that  had  been  issued. 

Mr.  Clark  said  if  that  were  written  into  the  law  every  dis- 
trict court  in  the  United  States  would  be  regulating  rates,  and 
he  advised  against  such  enactment. 

In  conclusion  the  witness  said  that  the  transportation  act 
was  a  piece  of  great  constructive  legislation  enacted  by  Con- 
gress in  a  desire  to  be  helpful. 

"It  has  been  helpful,"  he  continued.  "The  transportation 
act  is  sound  legislation.  It  is  entitled  to  a  fair  trial  and  de- 
termined a  bad  law  by  actual  demonstration  rather  than  by 
what  somebody  says  or  fears  it  will  do." 

If  the  law  has  been  misinterpreted  by  the  Commission,  he 
said,  that  question  is  before  the  Supreme  Court  and  will  be 
decided  by  that  court. 

Referring  to  the  misunderstanding  of  the  provisions  of  the 
law,  he  said  that  was  not  surprising  but  that  the  surprising 
thing  was  that  so  many  were  ready  to  jump  at  conclusions  when 
they  had  little  understanding  of  the  intricate  problems  involved. 

The  committee  adjourned  until  November  22. 

Fred   H.  Wood   Resumes 

Fred  H.  Wood,  commerce  counsel  for  the  Southern  Pacific, 
appearing  in  behalf  of  the  Association  of  Railway  Executives, 
whose  statement  to  the  committee  was  interrupted  last  week 
because  Mr.  Wood  had  to  go  to  Chicago,  completed  his  testimony 
November  22.  Senators  Cummins,  Smith,  Stanley,  Poindexter, 
Fernald  and  Frelinghuysen  were  present  at  one  time  or  another 
at  the  hearing. 

After  Mr.  Wood  had  gone  into  detail  with  respect  to  the 
showing  made  by  the  carriers  in  Nevada,  for  instance,  that  un- 
just discrimination  under  the  Shreveport  doctrine  resulted  from 
the  refusal  of  the  Nevada  commission  to  authorize  percentage 
advances  equivalent  to  the  interstate  advances,  Senator  Cum- 
mins again  Indicated  he  believed  it  a  waste  of  time  to  submit 
such  testimony,  because  he  said  there  was  no  desire  on  the  part 


of  the  committee  to  reverse  what  the  Supreme  Court  had  said 
in  the  Shreveport,  Illinois  and  Minnesota  rate  case. 

The  chairman  said  the  question  before  the  committee  was 
whether  or  not  its  duty  was  to  restate  the  rule  as  to  unjust  dis- 
crimination so  that  it  could  not  be  misinterpreted  and  that 
whether  the  rule  as  had  been  stated  In  the  law  needed  clarifying. 

"We  are  going  to  examine  the  rulings  of  the  Interstate  Com- 
merce Commission  and  see  what  it  has  done,"  said  Senator  Cum- 
mins. "We  are  going  to  look  into  the  claims  of  the  railroads 
as  to  the  proper  interpretation  of  the  statute,  and  thus  we  will 
find  out  whether  the  rule  has  been  misunderstood  or  misapplied." 

Mr.  Wood  said  he  had  gone  into  some  detail  as  to  the  evi- 
dence in  support  of  unjust  discrimination  because  it  had  been 
claimed  before  the  committee  that  there  was  nothing  before 
the  Commission  that  would  support  a  finding  of  discrimination 
other  than  evidence  as  to  a  mere  difference  in  rates.  He  said, 
further,  the  carriers  had  contended  for  a  broad  construction  of 
the  terms  of  the  transportation  and  believed  that  the  action  of 
the  Commission  could  be  supported  on  that  broad  construction, 
but  that  in  any  event,  if  a  narrow  construction  were  placed  on 
the  law,  the  orders  could  be  sustained  under  the  Shreveport 
doctrine.  He  said  Congress,  when  it  passed  the  act,  was  con- 
cerned with  the  revenue  needs  of  the  carriers  and  must  be  con- 
cerned now  and  that  the  proposed  amendments  would  nullify 
the  revenue  requirements  of  the  statute.  As  to  the  issues  in- 
volved, he  said,  it  was  no  answer  to  point  to  the  fact  that  a  large 
number  of  states  granted  the  increases  asked  because,  he  said, 
if  one  state  could  set  up  its  judgment  as  to  the  revenue  require- 
ments of  the  carriers,  each  one  of  the  other  states  could  do  the 
same  thing. 

Senator  Stanley  took  the  position  that  a  mere  difference  in 
intrastate  and  interstate  passenger  fares  did  not  constitute  such 
discrimination  as  could  be  reached  by  Congress.  He  conceded 
that  to  charge  one  passenger  more  than  another  for  identical 
service  might  be  wrong. 

"The  trouble  with  Congress  now  is  that  it  believes  that  if 
anything  is  wrong  it  can  be  righted  by  this  federal  government," 
said  he. 

Mr.  Wood  reiterated  that  it  was  within  the  power  of  the 
state  commissions  which  had  not  followed  the  Interstate  Com- 
merce Commission  to  regain  full  control  of  the  intrastate  rates 
by  issuing  orders  permitting  the  interstate  increases  to  be  ap- 
plied on  intrastate  traffic. 

"The  rates  are  frozen  only  in  those  states  which,  like  Ne- 
vada, refuse  to  recognize  the  national  exigency,"  said  he.  "Those 
states  which,  if  followed  by  all  of  the  other  states,  would  have 
made  impossible  a  realization  of  the  prime  purpose  of  all  regu- 
lation, that  is,  adequacy  of  revenue  and  its  equitable  distribu- 
tion among  the  several  classes  of  traffic,  and  there  is  no  amend- 
ment to  this  law  needed  to  thaw  out  the  rates  that  are  now 
described  as  frozen.  Those  rates  are  frozen  to  the  extent  that 
they  are  frozen,  if  that  is  the  proper  expression,  because  those 
states  have  seen  fit  to  maintain  a  set  of  rules  that  in  the  judg- 
ment of  the  Interstate  Commerce  Commission  has  resulted  in 
undue  discrimination  against  interstate  commerce.  That  being 
so,  of  course,  the  Interstate  Commerce  Commission  directed 
its  removal.  But  those  same  states,  by  a  belated  recognition  of 
the  national  exigency  and  of  the  necessity  for  an  advance  in 
the  general  level  of  their  rates  up  to  the  general  level  which 
prevail  elsewhere,  even  now,  would  by  their  voluntary  action 
remove  that  undue  discrimination  against  interstate  commerce 
which  it  has  hitherto  required  and  upon  that  sort  of  a  showing 
I  have  no  doubt  but  that  the  Interstate  Commerce  Commission 
would  revoke  the  postponing  orders." 

Forney  Johnston,  counsel  for  the  National  Association  of 
Owners  of  Railroad  Securities,  appearing  before  the  committee 
November  23,  urged  retention  of  section  15-a  of  the  interstate 
commerce  act  and  that  the  power  of  the  Interstate  Commerce 
Commission  over  intrastate  rates  be  not  disturbed. 

The  witness  submitted  for  the  record  a  copy  of  the  trans- 
portation act  of  Great  Britain,  calling  attention  to  the  fact 
that  the  British  had  adopted  substantially  the  principles  of  the 
rate-making  provisions  of  the  transportation  act  and  also  had 
adopted  substantially  the  labor  provisions  of  the  act.  He  said 
the  British  rule  for  rate  making  was  based  on  the  revenue  needs 
of  the  carriers  and  that  they  had  taken  the  standard  rental 
during  the  war  as  the  "rate  basis." 

Although  witnesses  opposed  to  section  15-a,  such  as  Messrs. 
Thorne  and  Cowan,  had  referred  to  the  Commission's  decision 
in  the  western  grain  rate  case  as  "epochal"  and  had  commended 
the  Commission  for  the  conclusions  reased  therein,  Mr.  Johnston, 
as  an  advocate  of  section  15-a,  declared  the  decision  was  com- 
pletely in  caccord  with  section  15-a. 

F.  A.  Molitor,  chairman  of  the  board  of  economics  and 
engineering  of  the  Warfield  association,  said  that  without  re- 
cent reductions  in  rates  the  net  operating  income  of  the  rail- 
roads for  the  year  ended  August  31,  1921,  had  been  only  2.85 
per  cent  on  the  value  fixed  by  the  Commission,  and  that  this 
return  would  have  been  approximately  1.63  per  cent  if  main- 
tenance expenditures  had  been  up  to  normal.  He  estimated 
that  if  there  were  an  increase  of  5  per  cent  in  the  volume  of 
traffic  in  1922,  and  if  allowance  were  made  for  the  July  reduc- 
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tions  in  wages,  but  not  for  the  proposed  decrease  in  rates  on 
farm  products,  the  net  income  for  the  year  ending  August  31, 
1922,  would  be  only  3.4  per  cent. 

In  reply  to  a  question  by  Senator  Poindexter  as  to  whether 
the  estimate  was  based  on  a  normal  maintenance  expenditure, 
Mr.  Molitor  said: 

"With  normal  maintenance  the  net  operating  income  would 
be  $408,000,000,  or  equal  to  but  2.2  per  cent  on  the  property 
valuation.  If  the  recent  decreases  prescribed  by  the  Interstate 
Commerce  Commission  on  farm  products  were  to  be  taken  into 
account,  the  net  operating  income  for  the  next  year  would  be 
reduced  to  approximately  $350,000,000,  or  materially  less  than 
two  per  cent  on  the  property  valuation." 

Bird  M.  Robinson,  president  of  the  American  Short  Line 
Railroad  Association,  began  a  statement  before  the  committee, 
but  it  was  decided  that  he  should  appear  on  November  28. 
Some  additional  witnesses  for  the  railroads  also  will  appear 


R.  R.  A.  FINANCE  REPORT 

The  Traffic  World  Washington  Bureau 

Without  debate  the  Senate,  November  22,  adopted  a  resolu- 
tion offered  by  Senator  LaFollette,  under  which  the  director- 
general  of  the  Railroad  Administration  will  be  required  to  sub- 
mit to  the  Senate  on  or  before  December  10  a  complete  report 
of  the  financial  operations  of  the  Administration. 

The  resolution  calls  for  a  detailed  statement  as  to  each 
settlement  made  with  railroads.  The  Railroad  Administration 
has  never  made  public  the  details  of  these  settlements,  announc- 
ing only  the  amount  paid  each  carrier  in  final  settlement.  In- 
formation of  this  character  was  requested  of  Director-General 
Davis  when  he  was  before  the  House  committee  on  interstate 
commerce  as  a  witness  on  the  railroad  funding  bill  and  he  said 
he  would  give  the  information  to  any  representative  who  would 
come  to  the  office,  but  that  he  did  not  wish  to  put  the  data  in 
the  record. 

The  resolution  follows: 

Resolved,  That  the  Director-General  of  the  Railroad  Administra- 
tion be,  and  he  is  hereby,  requested  to  furnish  to  the  Senate,  on  or 
before  December  10,  1921,  the  following  statements  and  accounts  witl 
reference  to  the  settlement  of  claims  growing  out  of  federal  control 
of  the  railroads  and  the  administration  of  the  affairs  committed  to 
him  by  the  transportation  act: 

1  A  statement  of  account  between  the  government  and  the  car- 
riers  from    the    beginning    of   federal    control    down    to    December    1, 
1921    showing  clearly  and   concisely  the  amount  of  funds  which   have 
been   appropriated   or   otherwise    put    at   the    disposal   of   the    Railroad 
Administration;    the    purposes    for    which    said   funds   have    been    paid 
or  expended;  the  amount  of  indebtedness  incurred  by  the  railroads  for 
all  purposes,  including  additions  and  betterments,  equipment  and  per- 
manent and  temporary  loans;   the  amount  of  claims  filed  by  the  car- 
riers prior  to  December  1.   1921;   the  estimated  amount  of  claims   still 
remaining  to  be  filed;   and  setting-  up  as  of  December   1,   1921,   a  bal- 
ance between   the  amounts  due   the  railroads   on   all  accounts  arising 
out  of  federal  control  and  the  resources  available  to  the  Railroad  Ad- 
ministration for  the   payment  or  offset   thereof;    the   purpose   of   said 
statement    being    to    provide    a   clear    and    intelligible    account    of    the 
financial   relations   between    the   railroads   and    the   government    from 
the   beginning  of  federal   control  down  to   date. 

2  A  statement  showing  in   detail  and  by   individual   carriers   the 
claims  which  have  been   settled  down   to  December  1,   1921,   and   set- 
ting forth  in  parallel  columns  for  each  road  with  corresponding  totals 
for  all  roads   (a)   the  amount  claimed  to  be  due  from  the  government 
on    account    of    each    principal    item,    including   compensation,    money 
taken  over,  maintenance  of  way  and  structures,  maintenance  of  equip- 
ment.  materials   and   supplies,    and   depreciation;    (b)   the    "set-up"   by 
the  Railroad  Administration  as  against  such  claims,  i.  e.,   the  finding 
by   the   divisions  of  review   of  the   Railroad  Administration  as   to  the 
amount  of  such  claims  which  are,  in  the  view  of  the  government,  valid 
under  the  contracts;  and  (c)  the  basis  of  settlement  finally  arrived  at 
by  the  Director-General  and   his   staff  in   conference   with   the   repre- 
sentatives of  each  railroad   company,   showing   the   amount  offset   on 
account   of   each   variety   of   indebtedness,    the   amount   paid   in   cash, 
and   the   amount   of   indebtedness   which    has   been    funded;    the   pur- 
pose of  said   statement   being  to   show   in   concise   form   the  character 
of  the  settlement  which  has  been  made  with  each  individual  road. 


CLERKS'  WAGES  IN  NEW  ENGLAND 
An  interpretation  of  rule  No.  66  of  the  clerks'  national 
agreement,  which  prescribed  the  method  used  in  changing  the 
rate  of  clerks  paid  on  a  monthly  and  weekly  basis  to  a  daily 
basis,  was  asked  of  the  Labor  Board  by  four  New  England 
carriers  at  a  hearing  November  22,  in  Chicago.  The  rule  in 
question  took  no  account  of  the  difference  in  the  number  of 
additional  days  worked  in  a  year  by  men  working  seven  days  a 
week  as  compared  with  those  working  six,  and  as  a  result  of 
an  interpretation  of  adjustment  board  No.  3,  which  handled  the 
disputes  of  the  New  England  carriers  during  the  period  of  fed- 
eral control,  the  former  were  being  paid  51  cents  a  day  In 
excess  of  the  latter.  The  carriers  that  instituted  the  ex  parte 
proceedings,  which  were  designated  by  the  board  as  docket  No. 
947,  maintained  at  the  hearing  that  the  adjustment  board's 
interpretation  of  the  rule  was  costing  them  approximately 
$1,000.000  a  year.  The  employes,  on  the  other  hand,  insisted 
that  the  extra  pay  per  day  was  in  the  nature  of  a  premium 
for  the  Sunday  work  done  by  the  seven-day  men  and  as  such 
was  fair  and  just. 


LABOR    BOARD  WORKS  HARD 

The  efforts  of  the  Labor  Board  to  catch  up  with  the  large 
amount  of  work  before  it,  were  outlined  by  the  following  state- 
ment, issued  by  the  board  November  21: 

The  United  States  Railroad  Labor  Board  has  disposed  of  cases 
six  times  as  fast  in  the  latter  months  of  its  work  as  it  did  in  the 
first  period  of  its  existence.  From  April  15,  1920,  when  it  was 
organized,  to  November  30,  1920,  it  disposed  of  exactly  100  cases.  From 
\pril  15  1921  to  November  15,  1921,  it  disposed  of  600  cases.  The 
total  number  of  cases  finally  decided  by  the  board  from  its  organiza- 
tion to  November  15,  1921,  was  898.  In  the  week  ended  November  19, 
101  cases  were  decided. 

The  large  number  of  cases  handled  since  last  spring  not  only 
indicates  the  rapidity  of  the  board's  work,  but  also  the  large  number 
of  cases,  many  of  them  about  minor  matters  which  have  been  thrust 
upon  the  board  because  of  the  delays  of  the  railroads  and  the  employes 
in  organizing  the  adjustment  boards  provided  for  by  the  transporta- 
tion act.  The  recent  organization  of  several  of  these  boards,  together 
with  the  rapid  disposition  of  cases  now  pending,  gives  the  board  hope 
of  catching  up  with  its  docket  in  the  next  few  months. 

SHOP  CRAFTS  ASK  WAGE  INCREASE 

As  a  basis  for  negotiations  with  the  railroad  executives,  and 
opposed  to  the  executives'  proposal  for  a  10  per  cent  reduction 
in  wages,  the  leaders  of  the  railway  shop  crafts  have  asked  for 
an  advance  of  13  per  cent,  and  for  a  conference  with  the  ex- 
ecutives, December  20,  at  which  to  discuss  the  matter.  The 
wages  of  the  shop  workers  were  reduced  by  the  Labor  Board's 
decision,  effective  July  1,  1921,  to  an  amount  five  cents  above 
the  wages  in  effect  prior  to  the  advance  of  July,  1920.  The 
present  scale  is,  for  blacksmiths,  tinsmiths,  electricians  and 
boilermakers,  77  cents,  and  for  car  repairmen,  72  cents. 


TEXAS  VS.  I.  C.  C.  AND  LABOR  BOARD 

The  United  States  Supreme  Court  has  set  down  for  argu- 
ment December  5  motions  to  dismiss  the  original  action  brought 
by  the  state  of  Texas  against  the  Interstate  Commerce  Com- 
mission and  the  United  States  Railroad  Labor  Board.  The  mo- 
tions were  filed  by  the  defendants.  The  state  seeks  by  the  suit 
to  have  the  rate-making  and  labor  provisions  of  the  act,  as 
well  as  the  section  relating  to  intrastate  rates,  declared  uncon- 
stitutional. 


TENNESSEE    INTRASTATE    RATES 

John  E.  Benton,  general  solicitor  of  the  state  commissions, 
in  a  bulletin  to  members,  said: 

The  state  of  Tennessee  has  filed  a  bill  in  the  U.  S.  District  Court 
for  the  middle  district  of  Tennespee,  seeking  to  have  declared  null 
and  void  the  order  of  the  federal  commission,  advancing  intrastate 
rates  on  road  building  material,  the  property  of  the  state  of  Tennessee, 
of  the  several  counties  and  municipalities  thereof,  and  of  the  IT.  S. 
government.  The  bill  particularly  emphasizes  the  lack  of  power  of 
the  federal  commission  to  make  the  order  complained  of,  in  view  of 
the  provisions  of  section  22  of  the  interstate  commerce  act. 


WISCONSIN    RATE  CASE 

A  motion  for  permission  to  make  argument  in  behalf  of  the 
state  commissions  in  the  Wisconsin  intrastate  rate  case,  which 
is  to  be  reargued  before  the  United  States  Supreme  Court  some 
time  the  week  of  December  5,  has  been  filed  by  John  E.  Benton, 
general  solicitor  for  the  National  Association  of  Railway  and 
Utilities  Commissioners.  Mr.  Benton  was  permitted  to  speak 
for  the  state  commissions  generally  when  the  case  was  argued 
originally. 


MONEY  FOR  THE  COMMISSION 

An  additional  appropriation  of  $300,000  for  the  Interstate 
Commerce  Commission  is  provided  in  a  deficiency  appropriation 
bill  passed  by  the  House  November  22.  The  appropriation  was 
made  necessary,  it  was  explained,  because  of  additional  duties 
imposed  upon  the  Commission  by  the  transportation  act. 


PETITIONS    FOR    REHEARING,    ETC. 

The  Edward  Aull  Coal  Company  and  others  in  the  so-called 
inner  group  of  Missouri  have  asked  the  Commission  for  a  re- 
hearing of  No.  11862,  Missouri  rates  and  charges,  and  have  asked 
that  the  effective  date  order  entered  therein  increasing  rates  on 
coal  be  postponed. 

Complainant  in  No.  11798,  Wenger-Armstrong  Petroleum  Co. 
vs.  Director-General  et  al.,  has  asked  the  Commission  for  a  re- 
hearing in  that  case. 

The  E.  M.  Wilhoit  Refining  Company  has  asked  the  Commis- 
sion to  reopen  the  Missouri  state  rate  case,  No.  11862,  with  re- 
spect to  rates  on  oil,  and  has  asked  that  the  effective  date  of  the 
order  be  postponed. 

Complainants  in  No.  10892,  Railroad  Commissioners,  State 
of  Florida  vs.  Director-General,  have  asked  the  Commission  to 
reopen  that  case  upon  all  issues  with  the  exception  of  the  car- 
load minimum  on  vegetables  under  refrigeration. 

Defendants  in  No.  11910,  James  A.  Coad  vs.  C.  St.  P.  M. 
&  O.,  Director-General,  et  al.,  have  asked  the  Commission  to 
modify  its  order  entered  in  that  case  so  that  no  change  in  the 
rate  basis  to  Beresford  and  Salem,  S.  D.,  will  be  necessary. 
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RAILROAD-STEAMSHIP  CONTRACTS 

/  lie  Traffic  ll'uild   Washington  Ilnr?au 

Tin1  Shipping  Hoard  announced  November  26  that  the  hear- 
ing on  contracts  and  agreements  between  railroads  and  foreign 
unship  companies,  scheduled  for  December  1,  would  be  of 
ilit1  "num. si  important1!'  to  the  establishment  and  upbuilding  of 
an  American  merchant  marine."  Representatives  of  ten  rail- 
mail  companies  will  lie  present.  The  hearing  will  be  held  before 
Commissioners  Thompson,  I'lnmmer  and  Lissner,  who  are  the 
shipping  Hoard  members  of  the  joint  Shipping  Board-Interstate 
Commerce  Commission  committee.  In  its  announcement,  the 
board  said: 

The  oli.iefi  of  the  ciMifei'i'tiec.  which  will  be  public.  Is  to  ascer- 
tain ti>  what  extent  a  ineieiential  nr  exehisive  rontractural  relation 
between  an  American  i  a  ilrtuul  an<l  shipping  companies  operating 
vi  ssels  under  other  than  the  registry  tit'  the  government  of  the  United 
Slates  is  a.Uerse  to  the  establishment  anil  upbuilding  of  an  Ameri- 
can merchant  marine  and  to  apply  such  corrective  measures  as  may 
lie  necessary  in  order  that  the  Aineriran  railroad  can  be  a  preferen- 
tial feeder  for  American  shipping  interests  instead  of  for  foreign 
shipping  interests. 

AM  of  the  ten  railroads  accepted  the  invitations  sent  them  to 
appear  before  the  committee.  They  are  the  Great  Northern  Railway 
Company,  who  will  be  asked  concerning  its  contract  with  the  Nippon 
Vnseii  Kiilnishlki  Kaisha;  Chicago.  Milwaukee  &  St.  Paul  Railway 
with  tin'  tiasaka  Shosen  Kabushiki  Kaisha;  the  Mobile  &  Ohio  Rail- 
mad  Company  with  the  Mobile  Liners.  Inc.;  the  Northern  Central 
Railway  Company  with  the  International  Mercantile  Marine  Com- 
pany and  Fin-ness.  Withy  &  Co.;  Pennsylvania  Railroad  Company  with 
the  International  Mercantile  Marine  Company;  Grand  Trunk  Railway 
Sjstiin  with  the'  White  Star- Dominion  Line;  Atlanta,  Birmingham  & 
Atlantic  Railway  with  the  Strachan  Shipping  Company;  Southern 
Uailwa>  Company  with  the  Mobile  Liners,  Inc.;  Boston  &  Albany 
Railroad  Company  with  the  Leyland  S.  S.  Line  and  the  Cunard  Line; 
Baltimore  \-  (ihio  Railroad  with  the  Donaldson  Line,  the  Scandin- 
avian- American  Line,  the  North  German  Lloyd,  Ltd..  Furness,  Withy 
&  Co.  ami  the  International  Mercantile  Marine  Company. 

In  response  to  the  resolution  adopted  by  the  Senate  Novem- 
ber 8,  calling  for  copies  of  all  agreements  on  file  with  the  Com- 
mission between  railroads  and  steamship  companies  engaged  in 
foreign  trade  and  the  amount  of  freight  handled  under  each 
ot  such  agreements,  the  Commission  has  sent  the  information 
requested  to  the  Senate.  The  information  was  referred  to  the 
Senate  commerce  committee.  The  total  tonnage  received  by  the 
railroads  was  given  as  591,245  tons  and  the  total  tonnage  de- 
livered to  the  steamship  companies  as  2,044,256  tons. 

The  statements  showing  the  amount  of  tonnage  received 
from  and  delivered  to  the  steamship  lines  cover  the  year  ending 
December  31,  1920,  except  in  instances  where  contracts  or  agree- 
ments expired  before  the  end  of  that  year.  They  show  the  amount 
ol'  tonnage  of  products  of  agriculture,  products  of  animals,  prod- 
ucts of  mines,  products  of  forests,  and  manufactures  and  miscel- 
laneous, which  moved  under  the  contracts  or  agreements. 

The  Atlanta,  Birmingham  &  Atlantic  Railway  Company 
under  its  agreement  with  the  Strachan  Shipping  Company,  re- 
ceived 8,064  tons  of  freight  from  the  steamship  company  and  de- 
livered to  the  company  22,126  tons. 

The  Baltimore  &  Ohio,  under  its  agreements  with  the  Inter- 
national Mercantile  Marine  Company  (Atlantic  Transport  Co.), 
Donaldson  Bros.,  Ltd.,  managers  Donaldson  Line,  Ltd.,  Furness, 
Withy  &  Co.,  Ltd.,  proprietors  of  the  Johnston  Steamship  Line, 
Ltd.,  and  the  Scandinavian-American  Steamship  Line,  received 
a  total  of  88,113  tons  of  freight  and  delivered  to  those  companies 
a  total  of  227,961  tons  of  freight. 

The  Boston  &  Albany,  under  its  agreement  with  the  Cunard 
Line  and  the  Leyland  Line,  received  60,091  tons  of  freight  and 
delivered  to  those  companies  237,073  tons  of  freight. 

The  Boston  &  Maine,  under  agreements  with  the  Calcutta 
Line,  the  Clyde  Line,  the  Cunard  Line,  the  France-Canada  Line, 
the  Furness  Withy  Co.,  the  Holland-American  Line,  the  Inter- 
national Mercantile  Marine,  the  Leyland  Line,  the  Luckenbach 
Line,  the  Pan  .American  F.  &  D.  Corporation,  the  Pacific  Mail 
Steamship  Co.,  the  Red  Star  Line,  3.  G.  Hall,  Charles  Hunt  Co., 
A.  G.  Lombard's  Sons,  Patterson-Wylde  &  Co.,  Scandinavian- 
American  Line,  Wilson  Line,  Crowell  &  Thurlow,  John  S.  Emery 
Co.,  and  C.  H.  Sprague  &  Son,  received  211,404  tons  of  freight 
and  delivered  to  those  companies  258,061  tons  of  freight. 

The  Chesapeake  &  Ohio,  for  the  Chesapeake  &  Ohio  lines, 
under  an  agreement  with  the  Furness  Withy  &  Co.,  received 
:!.2L'9  tons  of  fright  and  delivered  to  the  company  60,247  tons  of 
freight,  for  the  period  from  January  1,  1920,  to  September  30, 
1920,  on  which  latter  date  the  contract  expired. 

The  Chicago,  Milwaukee  &  St.  Paul,  under  its  agreement 
with  the  Osaka  Shoshen  Kabushiki  (Osaka  Mercantile  Steam- 
ship Co.,  Ltd.),  received  99,416  tons  of  freight,  and  delivered  to 
the  company  110.800  tons  of  freight. 

The  Grand  Trunk  Railway  System,  under  its  agreements 
with  the  Thomson  Line,  Rogers  &  Webb  Line,  Anchor-Donald- 
son Line,  Red  Star  Line,  Cunard  Line,  White  Star  Dominion 
,ines,  Furness-Withy  Co.,  and  tramp  steamers,  received  16,839 
tons  of  freight  and  delivered  645,710  tons  of  freight. 

The  Great  Northern,  under  its  agreement  with  Nippon  Yusen 
aisba,  received  28,807  tons  of  freight  and  delivered  38,785  tons 
of  freight. 

The  Mobile  &  Ohio,  under  its  agreements  with  the  Munson 
Steamship  Co.,  and  Mobile  Liners,  received  3,949  tons  of  freight 
and  delivered  98,468  tons  of  freight. 


The  Missouri  Pacific,  under  agreement))  with  the  Harrison 
Line  via  New  Orleans,  the  Iceland  Line  via  New  Orleans,  the 
Kldor  Dempster  Line  via  New  Orleans,  and  the  Norton  Lilly  Line 
via  New  Orleans,  received  1,639  tons  of  freight  and  delivered 
Ki,47«  Ions  of  freight. 

The  New  York,  Ontario  &  Western,  under  agreements  with 
the  American  Line  and  the  White  Star  Line,  received  no  freight 
and  delivered  (W  ions  of  freight. 

The  Norfolk  &  Western,  under  agreements  with  FurneHH, 
Withy  &  Co.,  Ltd.,  and  Ixindon  &  Liverpool  Nines,  received  174 
Ions  of  freight  and  delivered  18,365  tons  of  frelglit. 

The  Pennsylvania  System,  under  agreements  with  the  Inter- 
national Mercantile  Marine  Co.,  and  Furness,  Withy  &  Co.,  Ltd.. 
received  61,692  tons  of  freight  and  delivered  234,261  tons  of 
freight. 

The  Southern  Railway  Co.,  under  agreements  with  the  Mun- 
son Steamship  Co.,  the  Mobile  Liners,  and  F.  D.  M.  Strachan, 
received  6,950  tons  of  freight  and  delivered  71,011  tons  of  freight. 

The  Spokane.  Portland  &  Seattle  Railway  Co.,  under  agree- 
ments with  Frank  Waterhouse  &  Co.,  A.  M.  Gillesple,  Pacific 
Steamship  Co.,  and  the  Columbia  Pacific  Steamship  Co.,  received 
818  tons  of  freight  and  delivered  10,846  tons  of  freight. 

No  tonnage  moved  under  an  agreement  between  the  Union 
Pacific  and  the  General  Steamship  Corporation. 

The  report  also  covered  the  amount  of  revenue  received  by 
the  New  England  Steamship  Co.,  which  is  controlled  by  the  New 
Haven,  under  agreements  with  respect  to  the  transportation  of 
passengers  by  a  number  of  trans-Atlantic  passenger  lines.  The 
New  England  received  approximately  $8,340  for  the  transporta- 
tion of  1,491  passengers  to  and  from  the  steamship  companies  at 
Boston  and  New  York. 


HAGUE  RULES  PROTESTED 

Protest  against  the  adoption  of  the  Hague  rules  as  a  basis  for 
uniform  shipping  documents  has  been  made  to  the  Interstate  Com- 
merce Commission,  the  Shipping  Board  and  the  House  merchant 
marine  committee  by  the  Washington  representatives  of  the 
Institute  of  American  Meat  Packers.  The  protest  embodied  the 
material  contained  in  a  letter  written  to  Norman  Draper,  Wash- 
ington representative  of  the  institute,  by  C.  B.  Heineman,  its 
vice-president,  which  was  printed  in  the  Traffic  World,  Novem- 
ber 19. 

"In  explaining  these  conditions,"  it  is  said  in  the  protest, 
"we  are  endeavoring  to  point  out  that  the  steamship  lines  were 
confronted  with  the  almost  inevitable  necessity  of  modifying 
onerous  conditions  which  they  have  so  long  imposed  on  the 
shipping  public;  that  they  thereupon  elected  to  gracefully  side- 
step the  proposed  legislation  by  seeming  to  acquiesce  in  the 
Hague  rules  which  presumably  represented  the  views  of  the 
shippers." 

"The  protests  also  call  attention  to  a  resolution  adopted  by 
the  National  Industrial  Traffic  League  opposing  the  Hague  rules 
proposals  as  a  basis  for  amending  the  Harter  act  and  revising 
ocean  bills  of  lading.  It  is  suggested  if  the  Harter  act  Is  to 
be  amended  to  meet  modern  business  methods  that  suggestions 
made  by  American  shippers  to  Congress  and  the  Interstate  Com- 
merce Commission  be  adopted  and  that  no  modification  of  the 
American-proposed  form  be  adopted  in  legislation  or  otherwise 
until  American  shippers  shall  have  been  granted  a  full  hearing." 

Chairhian  McChord  has  answered  the  telegram  protesting  the 
adoption  of  the  Hague  rules  as  a  basis  for  amending  the  Harter 
act,  which  was  sent  to  him,  Chairman  Lasker  of  the  Shipping 
Board,  and  George  W.  Edmonds,  chairman  of  the  House  sub- 
committee on  marine  insurance,  by  the  recent  meeting  of  the 
National  Industrial  Traffic  League  in  Chicago.  In  his  reply,  the 
chairman  of  the  Commission  said  he  would  bring  the  matter  to 
the  attention  of  his  colleagues.  Replies  have  also  been  received 
from  S.  S.  Huebner  of  the  shipping  board,  speaking  for  the  chair- 
man of  the  House  sub-committee,  saying  that  the  committee  was 
glad  to  know  the  position  of  the  league  in  the  matter. 

In  a  circular  issued  by  the  league,  a  communication  from 
F.  H.  Price,  of  Price  &  Co.,  New  York,  in  which  the  proposed 
rules  are  characterized  as  an  "attempt  to  stifle  the  voice  of  the 
ocean  shipper,"  was  reproduced  as  follows: 

It  must  be  confessed  that  the  rules  governing  the  form  and  sub- 
stance of  bills  of  lading  to  be  used  in  ocean  traffic,  proposed  by  the 
Internationa]  Law  Association  at  the  Hague,  September  3,  1921,  rep- 
resent a  distinct  and  long  step  forward. 

There  Is  no  question  but  what  uniformity  is  greatly  to  be  desired, 
and  there  is  no  doubt,  further,  that  shippers  as  well  as  carriers  would 
make  many  concessions,  each  to  the  other,  to  bring  about  uniform- 
ity. At  present  there  is  no  uniformity  in  bills  of  lading  used  in 
ocean  traffic.  Moreover,  there  is  great  dissatisfaction  on  the  part 
of  the  shippers,  who  heretofore  have  had  no  voice  in  the  drafting 
of  a  contract  to  which  the  Courts  held  them  to  be  a  party.  The 
shipping  public  have  had  almost  no  voice  in  legislation  which  governs 
the  ocean  carriage  of  goods.  What  voice  they  have  had  has  been 
stifled  by  the  superior  ability  and  solidarity  of  the  steamship  interests. 

For  instance,  the  Harter  act,  enacted  by  Congress  In  1893.  was 
originally  a  hill  proposed  by  flour  millers  for  the  protection  of  the 
shipping  public.  It  was  converted  into  an  adverse  instrument  by  the 
elimination  of  a  provision  which  held  the  carrier  liable  for  the 
full  actual  loss  sustained  by  the  owner  of  damaged  merchandise,  and 
by  the  insertion  of  a  provision  that  the  carrier  shall  not  be  liable 
for  the  faults  or  errors  of  his  servants  in  the  management  of  the 
steamer.  Its  force  and  effect  has  been  hampered  further  by  the 
inclusion  by  carriers,  under  the  sanction  of  the  courts,  of  a  clause 
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in  their  bills  of  lading  which  limits  the  liability  of  the  carrier  to  a 
value  not  to  exceed  $100  per  package,  and  another  clause  which 
requires  the  claimant  to  file  his  claim  or  notice  of  claim  before  the 
goods  are  removed  from  the  custody  of  the  carrier,  or  some  other 
extremely  short  period  of  time,  and  with  which  the  claimant  is 
hardly  ever  able  to  comply. 

Some  bills  of  lading,  drafted  by  American  attorneys  for  use  by 
American  steam  ship  companies,  have  gone  even  further  and  have 
declared  that  neither  the  steamer  nor  the  carrier  shall  be  responsible 
for  damages  arising  from  the  unseaworthiness  of  the  vessel  in  the 
event  they  have  used  due  care  and  diligence  to  make  her  seaworthy. 
This  matter  of  unseaworthiness  is  one  of  the  few  remaining  defenses 
left  to  the  shipper  in  case  of  a  claim  against  the  carrier.  The  dam- 
aged condition  of  the  property  is  usually  prima  facie  evidence  of 
unseaworthiness,  in  the  absence  of  other  apparent  cause,  but  now, 
under  such  a  clause,  the  carrier  requires  the  shipper,  who  never 
saw  the  steamer,  to  prove  that  the  carrier  has  not  used  due  care 
and  diligence  to  make  her  seaworthy.  Every  shipper  knows  how 
Impossible  it  is  for  him  to  prove  any  such  thing. 

It  is  a  matter  of  some  surprise  to  many  American  snippers  t< 
find  that  ocean  bills  of  lading  issued  in  the  United  States  are,  in 
many  respects,  much  more  burdensome  on  the  shipper  than  are 
bills  of  lading  issued  in  foreign  countries.  It  would  seem  that 
admiralty  lawyers  in  this  country  had  been  peculiarly  diligent  in 
setting  up  clauses  which  transfer  liability  from  the  carrier  to  the 

PFtelhas  been  urged  that  the  promulgation  by  the  International 
Law  Association  of  these  proposed  rules,  as  agreed  at  the  Hague  con- 
ference, September  3d,  has  gone  a  long  step  forward  to  meet  the 
requirements  of  shippers  in  matters  of  steamship  bills  of  lading  and 
it  has  even  been  urged  that  in  many  respects  the  rules  indicate  a 
desire  on  the  part  of  the  ocean  carriers  to  invite  the  shippers  to 
their  conferences.  How  far  this  is  from  the  truth  may  be  seen  by 
reviewing  the  so-called  Hague  rules. 

The  International  Law  Association  extended  no  invitation,  that 
we  know  of,  to  any  American  shippers  or  body  of  shippers  to  attend. 
The  delegates  who  did  attend  represented  steamship  interests.  There 
is  in  this  country  a  National  Industrial  Traffic  League,  comprising  in 
its  membership  practically  every  industrial  corporation  of  any 
magnitude  in  the  United  States,  every  traffic  department  of  a  board 
of  trade  or  a  chamber  of  commerce  or  produce  exchange.  This  league 
is  acknowledged  by  the  Interstate  Commerce  Commission  as  repre- 
senting the  general  body  of  shippers;  its  bill  of  lading  committee  and 
committee  on  export  trade  and  transportation  are  invited  to  attend 
conference  before  the  Interstate  Commerce  Commission  and  befpre 
the  committees  of  Congress  where  matters  relating  to  transportation 
are  discussed,  but  the  International  Law  Association  at  the  Hague 
appears  not  to  have  known  of  the  League's  existence. 

The  so-called  Hague  rules  propose  that  the  ship,  as  well  as  the 
carrier,  shall  be  released  from  all  liability  that  arises  from  the 
fault  or  error  of  the  carrier's  servant  in  the  management  of  the 
vessel.  Further,  that  the  carrier's  liability  shall  be  limited  to  100 
English  pounds  per  package,  which,  of  course,  it  better  than  $100. 
but  is,  nevertheless,  a  limitation.  Also,  that  unless  written  notice  of 
a  claim  for  loss  or  damage  and  the  general  nature  of  such  claim  be 
given  in  writing  to  the  carrier  or  his  agent  at  the  port  of  discharge 
before  the  removal  of  the  goods,  such  removal  shall  be  prima  facie 
evidence  of  delivery  by  the  carrier  of  the  goods  as  described  In  the  bill 
of  lading.  In  any  event,  the  carrier  or  the  ship  shall  be  discharged 
from  all  liability  in  respect  of  loss  or  damage,  unless  suit  is  brought 
within  twelve  months  after  the  delivery  of  the  goods.  In  other 
words,  unless  the  receiver  of  the  goods  finds  damage  and  describes 
it  to  the  agent  of  the  vessel  before  the  eoods  are  removed  from 
the  vessel's  custody,  the  delivery  by  the  ship  shall  be  prima  facie 
evidence  that  the  goods  were  delivered  in  the  like  good  order  and 
condition  in  which  they  were  received,  thus  barring  the  receiver 
from  any  subsequent  allegation  or  claim  for  loss  and  damage. 

And  again,  if  the  consignee  of  damaged  goods  fails  to  bring 
suit  within  twelve  month,  then  he  shall  be  deemed  to  have  no  claim. 

Again,  the  Hague  rules  provide  that  neither  the  carrier  nor  the 
ship  shall  be  liable  for  loss  or  damage  arising  or  resulting  from 
unseaworthiness,  unless  caused  by  want  of  due  diligence  on  the 
part  of  the  carrier  to  make  the  ship  seaworthy,  and  has  secured 
that  the  ship  is  properly  manned,  equipped  and  supplied.  By  this 
clause  the  International  Law  Association  will  make  a  present  of 
that  provision  of  the  Harter  act  which  inures  to  the  benefit  of  the 
carrier  between  American  and  foreign  ports,  and  in  addition  thereto 
provides  that  the  claimant  must  prove  that  the  owner  or  agent  of 
the  vessel  has  failed  to  use  due  care  and  diligence  to  make  her 
seaworthy,  etc. 

The  Hague  rules  go  further.  Their  authors,  fearful  that  they 
may  have  overlooked  some  point  on  which  the  carrier  may  be  held 
liable  by  an  ingenious  shipper,  write  a  blanket  clause  to  the  effect  that 
neither  the  carrier  nor  the  ship  shall  be  responsible  for  loss  or 
damage  arising  or  resulting  from  any  other  cause,  arising  without 
the  actual  fault  or  privity  of  the  carrier,  or  without  the  fault  or 
neglect  of  the  agents,  servants,  or  employes  of  the  carrier.  This 
blanket  clause  might  affect  the  negligence  of  the  carrier  in  receiving, 
loading,  stowing  and  discharging,  all  of  which  liabilities  at  the  present 
time  are  on  the  carrier. 

Mr.  Halght,  the  New  York  attorney  who  appears  to  champion  the 
Hague  rules,  and  who  was  the  chairman  of  the  bill  of  lading  com- 
mittee of  the  International  Chamber  of  Commerce,  very  cleverly 
glosses  over  many  of  these  points  in  his  recently  published  articles. 
Nevertheless,  the  shipping  public  feels,  to  some  extent,  that  the  pub- 
lication and  promulgation  of  these  Hague  rules  by  the  International 
Law  Association  is  indication  of  a  desire  of  the  carriers  to  meet  with 
the  shippers  and  co-operate  with  them. 

Mr.  Haight  is  a  lawyer  engaged  in  admiralty  practice  and 
occupies  an  eminent  position  in  the  councils  of  the  International 
Law  Association,  International  Chamber  of  Commerce,  and  the 
Chamber  of  Commerce  of  the  United  States,  but  when  he  and  his 
associates,  on  behalf  of  the  carriers,  offer  these  Hague  rules  to  the 
public  as  a  sedative,  shippers  are  apt  to  question  their  bona  fides. 
Timeo  Danaos  et  dona  ferentes. 

It  Is  further  urged  by  all  parties  interested  as  shippers  of  cargo 
that  the  shippers  create  a  special  committee  to  represent  them  in 
further  conferences  with  the  Maritime  Law  Association  of  the  United 
States  or  the  International  Law  Association,  with  committees  of 
Congress  and  the  Interstate  Commerce  Commission,  for  the  purpose  of 
agreeing  with  the  carriers  on  a  uniform  bill  of  lading  which  would 
be  as  fair  to  the  public  as  It  is  to  the  carriers.  It  is  hoped  that  the 
National  Industrial  Traffic  League  of  the  United  States  will  take  the 
lead  that  It  should  take  in  this  matter. 

It  Is  further  hoped  that  the  Chamber  of  Commerce  of  the  United 
States  will  invite  the  National  Industrial  Traffic  League's  committees 
to  these  conferences  before  again  giving  any  contenance  to  the 
findings  of  a  committee  on  bills  of  lading  on  which  the  shipper  is  not 
represented. 

C.  B.  Helneman,  vice-president  of  the  Institute  of  American 
Meat  Packers,  has  heen  appointed  chairman  of  the  league's  bill 


of  lading  committee,  succeeding  Prank  Bentley,  traffic  manager 
of  the  Illinois  Steel  Company,  who  asked  to  be  relieved. 


IRON  AND  STEEL  RATES  TO  PORTS 

The  Tragic  World  Washington  Bureau 

The  Mississippi  Valley  Association  has  sent  a  protest  to 
the  Commission  against  the  failure  of  the  east  and  west  rail- 
roads serving  the  big  industrial  centers  of  Central  Freight  Asso- 
ciation territory,  to  join  with  southern  carriers  in  publishing 
rates  on  export  iron  and  steel  -which  will  equalize  Gulf  and 
south  Atlantic  ports  with  the  north  Atlantic  ports,  as  was  the 
fact  during  the  latter  part  of  federal  control.  The  protest  was 
signed  by  Senators  McKinley  and  McCoormick  of  Illinois,  Willis 
of  Ohio,  Spencer  and  Reed  of  Missouri,  Kenyon  of  Iowa,  Town- 
send  of  Michigan,  New  and  Watson  of  Indiana,  and  Capper  and 
Curtis  of  Kansas.  In  their  protest  the  senators  and  the  associa- 
tion said: 

"Recent  developments  in  the  railroad  rate  situation  con- 
stitute so  grave  a  menace  to  the  commercial  interests  of  the 
entire  Middle  West,  that  we,  representatives  in  Congress  of 
that  territory,  feel  that  it  is  incumbent  upon  us  to  address  to 
you  a  protest  against  the  establishment  of  conditions  that  can 
only  serve  to  cripple  the  expansion  of  the  foreign  trade  of  the 
United  States. 

"When  the  eastern  and  western  railway  systems  of  the 
country  recently  refused  to  follow  up  their  reduction  of  rates 
on  steel  and  steel  products  to  north  Atlantic  ports  by  concurring 
in  similar  reductions  to  southern  ports,  they  nullified  the  equal- 
ization of  rates  on  exports  moving  from  middle  western  terri- 
tory. This  equalization  has  been  beneficial,  not  only  by  giving 
the  exporter  of  those  states  a  diversity  of  outlets  to  the  sea, 
but  has  provided  him  with  a  safeguard  in  the  case  of  congestion, 
or  other  disabilities,  occurring  at  any  port,  by  leaving  him  free 
to  ship  on  equal  terms  to  any  other  port  where  his  goods  can 
be  handled  expeditiously. 

"Serious  as  the  present  situation  is,  however,  a  still  graver 
danger  Is  Indicated  by  the  reported  plan  of  the  railroads  to 
extend  the  scope  of  their  action  so  that  not  only  steel  but  ex- 
ports of  every  kind  will  be  included  in  the  preferential  reduc- 
tions, or  denied  the  present  equalization  of  rates  to  the  southern 
ports.  With  this  in  effect,  there  will  be  taken  from  the  shippers 
of  Ohio  and  the  greater  part  of  Indiana  and  Michigan  the 
privilege  of  shipping  for  export  to  the  southern  ports  at  the 
same  rates  that  apply  from  the  territory  to  north  Atlantic  ports. 
Not  only  will  this  affect  the  commerce  of  these  states  directly, 
but  every  state  in  the  Middle  West  must  suffer  indirectly,  for 
the  result  will  be  a  marked  reduction  in  the  cargoes  carried 
from  southern  ports  and  a  consequent  reduction  In  the  services 
out  of  those  ports,  with  resultant  diminution  in  the  ocean  ship- 
ping facilities  available  for  the  entire  Middle  West,  the  pro- 
ducer of  more  than  half  of  the  exports  of  the  United  States. 

"The  maintenance  of  the  equalization  of  the  rate  structure 
on  exports  and  imports  is  so  vital  to  the  development  of  the 
entire  country's  commerce,  as  well  as  to  that  of  the  Middle 
West,  that  we  venture  to  hope  that  your  Commission  will  lend 
the  full  measure  of  its  protection  to  prevent  the  carrying  out 
of  policies  inimical  to  the  national  welfare." 

The  east  and  west  railroads  have  always  refused  to  equalize 
the  ports  because  they  had  no  desire  or  intention  to  short-haul 
themselves,  as  would  be  the  fact  were  they  to  join  north  and 
south  carriers  in  such  rates.  In  the  latter  part  of  federal  con- 
trol, the  Railroad  Administration  ordered  equalization  because, 
inasmuch  as  the  money  all  went  into  the  same  till,  there  was 
no  particular  interest  to  be  conserved,  especially  when  the 
northern  ports  were  congested. 

A  species  of  equalization  was  brought  about  by  the  South- 
ern Railway  before  the  beginning  of  federal  control,  not,  how- 
ever, with  the  help  or  consent  of  the  east  and  west  lines.  It 
was  brought  about  by  the  publication  by  the  Southern  of  pro- 
portionals from  the  Ohio  River  crossings,  which,  when  added 
to  the  locals  of  the  lines  north  of  the  Ohio,  made  the  rate  to 
New  Orleans  the  same  as  to  New  York. 

Protests  were  made  by  Central  Freight  Association  lines. 
They  claimed  that  that  arrangement  forced  them  to  violate  the 
long-and-short-haul  part  of  the  fourth  section  against  their  will. 
They  pointed  to  the  fact  that  the  Big  Four,  under  that  arrange- 
ment, would  have  to  carry  freight  from  Cleveland  through  Co- 
lumbus at  a  rate  lower  than  would  apply  from  Columbus,  al- 
though the  Cleveland  haul  is  138  miles  greater  than  the  Colum- 
bus haul.  The  Commission  called  attention  to  the  fact  that 
the  Big  Four  was  not  responsible  for  the  part  of  the  rates  south 
of  the  Ohio;  that  It  was  receiving  for  Its  haul  from  Cleveland 
to  Cincinnati  all  Its  local  tariffs  demanded;  and  that  from  Co- 
lumbus it  received  less  than  Cleveland  because  Columbns  Is 
nearer  Cincinnati  than  Is  Cleveland. 

Under  the  law,  as  It  now  stands,  the  Commission  could  not 
require  the  east  and  west  lines  to  short-haul  themselves.  Nor 
could  it  require  the  railroads  south  of  the  Ohio  to  establish 
proportionals,  which,  In  all  instances,  would  result  In  an  equal- 
ization of  New  Orleans  and  New  York. 
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TRADE  IN  FOREIGN  SHIPS 

The  Traffic  World  Washington  Burton 

"Returns  for  September  show  that  foreign  ships  carried  67 
per  cent  of  our  exports  and  60  per  cent  of  our  imports,"  said  E. 
S.  Gregg,  chief  of  the  transportation  division  of  the  Department 
of  Commerce. 

Mr.  Gregg  said  that  these  figures  did  not  include  Great  Lakes 
cargoes — largely  grain  and  ore  shipments — and  oil  shipments. 

"In  July,  1920,"  said  he,  "United  States  Shipping  Board 
and  United  States  independent  ships  combined  carried  42  per 
cent  of  our  exports  and  64  per  cent  of  our  imports.  In  Septem- 
ber, 1921,  American  ships  carried  33  per  cent  of  our  exports  and 
40  per  cent  of  our  imports,  a  loss  of  9  per  cent  in  the  case  of 
exports  and  24  per  cent  In  Imports.  Combining  tonnage  figures 
of  imports  and  exports,  we  find  that  American  vessels  carried  35 
per  cent  of  our  ocean-borne  trade,  excluding  oil,  in  September, 
1921,  as  against  an  average  of  41  per  cent  for  the  15-month 
period." 


TO  KEEP  VESSELS  ON  SCHEDULES 

The  Traffic  World  Washington  Bureau 

The  Shipping  Board  has  made  the  following  announcement: 

"Chairman  Lasker  stated  that  instructions  had  been  issued 
to  the  president  of  the  United  States  Shipping  Board  Emergency 
Fleet  Corporation  that  henceforth  shipping  board  steamers  will 
be  kept  on  commercial  schedules  with  a  view  to  giving  merchants 
in  this  country  further  facilities  for  doing  business  and  greater 
confidence  in  the  operation  of  government  tonnage. 

"Undoubtedly  this  action  on  the  part  of  Chairman  Lasker 
will  be  of  the  greatest  oenefit  to  exporters  throughout  the  coun- 
try, and  it  is  confidently  expected  that  materially  Increased  sup- 
port of  American  flag  vessels  will  be  immediately  forthcoming. 

"It  means  that  shipping  board  steamers  will  conform  to  the 
best  foreign  practice  and  place  these  vessels  in  a  much  stronger 
competitive  position." 


FLEET  CORPORATION  FINANCES 

The  Traffic  World  Washington  Bureau 

Total  assets  of  the  Emergency  Fleet  Corporation  as  of  July 
1  were  $307,400,000  In  round  numbers  and  liabilities  totaled 
$115,878,000,  according  to  Joseph  W.  Powell,  president.  The 
special  accountants  who  have  been  at  work  on  the  corporation's 
books  have  just  completed  the  first  statement  on  assets  and 
liabilities. 

The  following  items  in  the  list  of  assets  were  given:  Cash 
assets,  $33,000,000;  accounts  and  notes  receivable,  $33,954,000; 
accounts  receivable  from  managing  agents,  $9,360,000;  operating 
supplies,  $10,850,000;  surplus  materials  for  sale  at  inventory 
value,  $35,561,000;  land,  structures  and  equipment  for  sale, 
$42,229,000;  mortgages  and  securities,  $10,865,000;  accounts  and 
notes  receivable  for  ship  sales  not  secured  by  mortgage,  $16,- 
375,000;  accounts  and  notes  receivable  for  ship  sales  secured 
by  mortgages,  $98,997,000;  real  estate  and  equipment  used  in 
operations,  $3,967,000. 

Mr.  Powell  explained  that  unexpended  appropriations  and 
the  value  of  ships  were  not  included  in  the  above. 

He  stated  the  liabilities  as  follows:  Accounts  and  vouchers 
payable,  accounts  payable  managing  agents,  accounts  payable 
charter  hire,  and  refunds  of  deposits  and  collections,  $71,482,000; 
obligations  assumed  in  acquisition  of  certain  properties,  $2,109,- 
000;  reserve  as  against  values  shown  in  inventories  of  surplus 
materials,  land,  structure  and  equipment  (this  covers  probable 
depreciation  of  these  items),  $42,287,000;  total,  $115,878,000. 
These  figures  are  exclusive  of  the  claims  against  the  corpora- 
tion. Mr.  Powell  said  he  regarded  the  statement  as  significant 
because  it  enabled  the  Corporation  to  know  just  where  it 
stands.  Since  July  1,  he  said,  the  Corporation  had  probably  lost 
$25,000,000,  but  had  received  $48,000,000  in  appropriations  from 
Congress. 


SHIPPING  BOARD  FOREIGN  PERSONNEL 

The  Traffic  World  Washington  Bureau 

A.  J.  Prey,  vice-president  of  the  United  States  Shipping 
Board  Emergency  Fleet  Corporation,  has  announced  that  plans 
have  been  completed  whereby  the  personnel  of  the  United  States 
Shipping  Board  Emergency  Fleet  Corporation  in  European  ports 
is  expected  to  be  100  per  cent  American  by  January  1,  1922. 

All  aliens  will  be  eliminated  from  the  foreign  pay  roll  of 
the  corporation,  according  to  Mr.  Frey,  the  work  of  retrenchment 
and  Americanization  being  carried  out  by  J.  F.  Sheedy,  the 
European  representative  of  the  Fleet  Corporation. 

Reports  from  abroad  show  that  on  June  15  the  European 
personnel  consisted  of  589  employes  involving  a  total  pay  roll 
of  approximately  $980,000.  The  report  of  November  12  indi- 
cates that  the  number  has  been  decreased  to  424  and  the  pay 
roll  reduced  to  $780,000  with  still  further  reductions  to  be  made 
in  force  and  expense  in  operation. 

The  latest  figures  from  Mr.  Sheedy  show  that  on  September 


30  there  were  177  Americans  employed  In  European  ports  against 
272  aliens.  This  proportion  has  been  greatly  lessened  since  that 
date  and  by  the  end  of  the  year  1920  there  will  only  be  100 
per  cent  Americans  on  the  roster. 

At  present  the  administrative  offices  are  practically  all  held 
by  Americans,  the  minor  posts  or  clerical  work  being  performed 
by  aliens. 


DISPOSAL  OF  FLEET  PROPERTY 

The  Traffic  World  Washington  Burn* 

"The  Merchant  Shipbuilding  Corporation  and  the  Emergency 
Fleet  Corporation  have  reached  a  satisfactory  understanding  as 
to  the  method  of  carrying  out  the  terms  of  their  original  con- 
tract, which  required  the  latter  to  remove  Its  equipment  and 
material  after  the  completion  of  the  construction  of  the  ships," 
said  Sidney  Henry,  commercial  manager  of  the  Emergency  Fleet 
Corporation. 

"In  carrying  out  this  general  plan  for  the  disposal  of  the 
Fleet's  property  at  the  Harriman,  Pa.,  plant,  W.  P.  Willetts  has 
been  appointed  sales  manager  for  all  property  located  there. 

"It  is  the  desire  of  the  Fleet  Corporation  to  dispose  of  all  of 
Its  plant  equipment  and  surplus  supplies  at  this  place  at  the 
earliest  possible  date  and  the  sale  will  therefore  begin  at  once. 

"All  those  interested  should  get  In  direct  touch  with  Mr. 
Willetts,  who  has  authority  to  sell  direct  and  to  negotiate  sales, 
which  can  be  effected  without  delay. 

"There  is  available  for  sale  at  this  plant  a  full  line  of 
machine  tools  and  equipment,  such  as  would  be  found  In  a  large 
modern  shipyard,  together  with  all  classes  of  material  and 
supplies  used  in  the  construction  and  outfitting  of  steel  ships." 


FOREIGN    SHIP    CONTRACTS 

The  Traffic  World  Washington  Bureau 

Senator  Ransdell  of  Louisiana,  who  recently  criticized  the 
railroad  companies  that  have  reciprocal  traffic  agreements  with 
steamship  companies  under  foreign  flags,  will  urge  as  an  amend- 
ment to  the  railroad  funding  bill  a  proviso  reading  as  follows: 

"That  no  portion  of  the  fund  arising  from  the  sale  of  bonds, 
notes  and  securities  authorized  herein  shall  be  used  by  the 
President  for  the  purpose  described  in  section  202  hereof,  to 
settle  with  those  transportation  systems  which  have  preferen- 
tial contracts  with  foreign  ship  companies,  so  long  as  the  con- 
tracts continue  in  effect." 


EGYPTIAN  COTTON  AGREEMENT 

The  Traffic  World  Washington  Bureau 

Vice-President  Love,  of  the  Emergency  Fleet  Corporation, 
announces  that  cable  advices  from  London  have  been  received 
giving  the  text  of  the  agreement  on  the  Egyptian  cotton  situa- 
tion between  Liverpool  liners  and  the  Shipping  Board. 

By  the  terms  of  the  agreement  vessels  operated  by  the 
Shipping  Board  are  to  receive  fifty  per  cent  of  the  business  on 
direct  and  indirect  shipments. 

The  first  ship,  the  Ophis,  will  go  on  this  berth  at  Alexandria 
December  15. 

The  agreement  is  to  exist  for  two  crop  years. 


FRUIT  SHIPMENTS  VIA  CANAL 

Declared  shipments  of  fresh  fruits  in  refrigerated  or  ven- 
tilated space  through  the  Panama  Canal  during  the  eight  months 
ended  August  31,  1921,  aggregated  7,132  tons,  according  to  the 
Panama  Canal  Record.  Of  this  quantity,  5,927  tons  were  shipped 
from  the  west  coast  of  the  United  States,  1,193  tons  from  Aus- 
tralia and  New  Zealand,  10  tons  from  the  west  coast  of  South 
America,  and  2  tons  from  the  west  coast  of  Central  America. 

All  of  the  fruit  from  Australasia  and  149  tons  of  that  from 
the  west  coast  of  the  United  States,  an  aggregate  of  1,342  tons, 
went  to  the  United  Kingdom.  The  two  tons  from  the  west  coast 
of  Central  America  were  discharged  at  Cristobal,  and  the  ten 
tons  from  the  west  coast  of  South  America  went  to  the  United 
States.  The  5,927  tons  from  the  west  coast  of  the  United  States 
were  distributed  as  follows:  To  the  United  Kingdom,  149  tons; 
to  other  countries  of  western  Europe,  1,023  tons;  and  to  the 
east  coast  of  the  United  States,  4,745  tons. 

In  the  fresh  fruit  trade  the  unit  is  boxes  rather  than  tons. 
Counting  30  boxes  to  the  long  ton,  the  shipments  through  the 
canal  for  the  period  aggregated  213,960  boxes,  and  those  from 
the  west  coast  of  the  United  States  177,810  boxes. 


SERVICE  TO  HAITI 

The  Traffic  World  Washington  Bureau 

Opposition  of  the  packing  industry  to  abandonment  by  the 
Panama  Railroad  Steamship  Line  of  service  to  and  from  Haiti, 
West  Indies,  as  is  being  urged  by  competitors  of  the  line,  has 
been  expressed  in  a  letter  sent  to  Secretary  of  War  Weeks  by 
Charles  E.  Herrick,  chairman  of  the  traffic  committee  of  the 
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Institute  of   American   Meat   Packers.     The   communication   fol- 
lows: 

t)ur  attention  ha*  been  called  to  renewed  efforts  on  the  part  of 
tjtonpetitors  of  the  Panama  Railroad  Steamship  Line  to  discontinue 
the  Service  <o€  this  company  to  Haiti,  West  Indies,  and  we  desire  to 
go  Wl  record  as  strongly  opposed  to  any  such  action  being  taken. 

The  assistance  rendered  by  the  Panama  Railroad  Steamship  Line 
t«  .the  shippers  to  Haiti  through  their  dependable  service  and  the 
«d'uitable  freight  rates  is  almost  entirely  responsible  for  the  develop- 
•m'ent  of  trade  with  that  country,  as  their  efficient  service — both  as 
regards  the  handling  of  tonnage  out  and  back,  as  well  as  the  pas- 
senger service — has  resulted  in  frequent  and  dependable  mail  service 
so  that  both  orders  and  remittances  are  more  promptly  received,  which 
has  greatly  facilitated  the  growth  of  the  trade. 

Our  members  have  been  appealed  to  in  this  connection  by  their 
customers  in  Haiti  and  there  seems  to  be  no  question  but  that  con- 
tinuance of  this  Panama  Railroad  Steamship  Line's  efficient  service 
is  for  the  best  interests  of  both  the  shippers  and  consignees  and  if 
withdrawn  would  undoubtedly  have  the  effect  of  diverting  a  large 
portion  of  this  tonnage  to  foreign  owned  lines,  and  a  corresponding 
loss  of  trade  to  this  country. 

This  service  has  also  benefited  Haiti  produce  exporters,  who  have 
found  it  to  their  advantage  to  ship  their  produce  via  the  Panama 
Railroad  Steamship  Line  to  New  York,  transshipping  there  to  Euro- 
pean markets.  We  are  firmly  of  the  opinion  that  the  Panama  Rail- 
road Steamship  Line  furnishes  the  best  available  service  to  Haiti, 
and  in  the  interest  of  foreign  trade  with  that  country  we  urge  you 
to  give  the  matter  of  continuing  this  service  your  most  favorable 
consideration. 


SHIPPING    BOARD  CLAIM    SETTLED 

Elmer  Schlesinger,  chief  counsel  of  the  Shipping  Board,  has 
announced  that  a  claim  of  $250,000  of  the  Gould  Coupler  Com- 
pany of  New  York  against  the  Emergency  Fleet  Corporation  has 
been  settled  out  of  court  by  the  payment  of  $40,000.  The  Gould 
company  contracted  to  sell  $250,000  of  steel  billets  to  the  Fleet 
Corporation,  which  canceled  the  contract  after  it  had  bought 
$40,000  worth  of  the  billets. 


ARRIVAL   OF    NEW    LINER 

The  Wuerttemberg,  a  new  Hamburg-American  Line  steamer, 
is  due  to  arrive  at  New  York  November  26  on  her  maiden  trip. 
The  Wuerttemberg  is  an  oil-burning  vessel  of  9,000  gross  tons, 
being  a  sister  ship  of  the  Bayern,  which  recently  made  her 
first  voyage.  She  is  designed  especially  to  carry  third-class 
passengers,  but  also  has  a  large  cargo  capacity.  The  Hamburg- 
American  Line  maintains  a  joint  service  with  the  United  Ameri- 
can Lines  between  New  York  and  Hamburg.  Early  this  year 
the  U.  A.  L.  entered  in  this  service  the  Mount  Clay,  Mount 
Clinton  and  Mount  Carroll,  which  are  also  combination  third- 
class  passenger  and  cargo  vessels.  The  Hamburg-American 
Line  now  has  the  Bayern,  Hansa  and  Wuerttemberg  in  the 
service.  With  these  six  vessels  a  schedule  of  weekly  sailings 
will  be  maintained. 


FLEET  CORPORATION  PUBLICITY  MANAGER 
W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, has  announced  the  appointment  of  Ross  D.  Whytock  to  be 
publicity  manager  in  New  York.  Mr.  Whytock  was  chosen  from 
the  membership  of  the  Ship  News  Reporters'  Association  of 
New  York,  an  organization  specializing  in  news  of  shipping,  and 
of  which  he  has  been  a  member  for  several  years.  During  the 
war  the  new  publicity  manager  was  a  major  in  the  army  and 
was  control  officer  of  the  port  of  New  York.  Mr.  Whytock  is 
a  newspaper  man  of  many  years'  standing  and  previous  to  join- 
ing the  staff  of  the  New  York  Evening  World  he  was  Sunday 
editor  of  the  St.  Louis  Republic. 


SALE    OF    FLEET    MATERIALS 

For  surplus  materials  sold  in  the  last  few  weeks  the  Emer- 
gency Fleet  Corporation  has  received  approximately  $500,000, 
according  to  President  Powell.  The  prices  obtained  were  above 
the  inventory  prices,  he  said,  adding,  however,  that  the  ma- 
terials sold  included  some  of  the  best  the  Corporation  has  in  its 
possession. 


TO   BREAK  UP  WOODEN   SHIPS 

The  Emergency  Fleet  Corporation  will  have  five  wooden 
ships  broken  up  to  see  what  it  would  cost  to  apply  the  same 
treatment  to  all  the  wood  ships  owned  by  the  Shipping  Board. 
The  materials  taken  from  the  ships  will  be  offered  for  sale. 


RECONDITIONING   OF   LEVIATHAN 

The  plans  and  specifications  for  the  reconditioning  of  the 
Leviathan  cost  in  the  neighborhood  of  $250,000,  according  to 
officials  of  the  Emergency  Fleet  Corporation.  Bids  on  the  work 
will  be  received  December  29.  President  Powell  made  an  in- 
spection trip  over  the  vessel  November  19  and  found  it  in  good 
condition. 


COMPLAINANTS  FAIL  TO  APPEAR 

Owing  to  non-appearance  of  the  complainants,  hearing  on 
No.  12955,  Huffman  Brothers  Motor  Company  vs.  New  York 
Central,  which  was  scheduled  before  Examiner  Hosmer  in  Chi- 
cago, November  21,  was  not  held. 


FURNITURE   POLISH  AND  MOPS 

Hearing  on  No.  12624,  O-So-Easy  Products  Company  and 
Channel  Chemical  Company  vs.  Director-General,  Abelene  & 
Southern  et  al.,  was  held  before  Examiner  Howard  Hosmer  in 
Chicago,  November  21.  The  complaint  was  against  ratings  of 
first  class  on  furniture  polish  in  glass  in  all  territories,  and  in 
cans  first  class  in  Official  and  Southern  and  1%  times  first  in 
Western  Classification  territory.  The  complaining  companies 
asked  that  the  Commission  prescribe  second  class  as  reasonable 
universally  on  the  product  in  glass  and  also  on  the  polish  in 
cans  in  Official  territory.  In  the  other  two  regions  third  class 
was  asked  on  furniture  polish  in  cans.  A  universal  rating  of! 
fifth  class  in  straight  carloads  with  a  30,000  pound  minimum' 
was  also  asked. 

Traffic  witnesses  for  the  two  complaining  companies,  which 
are  allied,  the  one  producing  a  higher  grade  product  than  t.Sne 
other,  also  asked  for  revised  ratings  on  mops  and  mop  handles^ 
The  mops,  they  said,  were  packed  in  individual  metal  containers 
for  shipment  and  were  rated  second  class  in  Official  and  West- 
ern and  first  elass  in  Southern  territory.  Third  class,  it  was 
contended,  weuld  be  reasonable  in  all.  A  rating  of  fifth  class 
in  all  territories  was  also  asked  on  the  mops,  carloads.  The 
mop  handles,  a  plain  wooden  product,  varnish  dipped,  was 
shipped  as;,  third  «lass  in  all  territories,  they  said,  although 
it  was  contended  that  fourth  class  would  be  more  reasonable;. 

Nuel  D..  Belnap,  attorney  for  the  complainants,  introduced! 
a  number  of  exhibits  in  which  the  furniture  polish,  which  he 
said  contained  over  80  per  cent  petroleum  base,  was  comparedl 
with  floor  oil  and  other  petroleum  products  with  which  he  corn- 
tended  the  polish  Tvas  Ln  competition  and  which  had,  in  general, 
ratings  two  classes  lower.  The  mop  handles  were  compared 
with  pickets,,  spokes,  baseball  bats,  and  other  more  or  liess  rough 
lumber  products,  which  all  carried  lower  ratings. 

According  to  witnesses  for  the  complainants,  only  $300  was. 
collected!  fn.  loss  and  damage  on  shipments  made  by  them  dur- 
ing 1920),  whereas  the  freight  charges  paid  were  in  excess  of 
?200,OOQi. 

Representatives  of  the  various  classification  committees  ob- 
jected to  the  comparisons  made,  saying  that  floor  oil  was  not 
comparable  to  the  furniture  polish,  that  it  was  not  used  for 
the  same  purpose,  that  its  value  a  pound  was  much  less,  and 
that  it  was  never  shipped  in  glass.  The  mop  rating,  they  said, 
was  lower  than  reasonable  because  it  was  established  to  apply 
on  scrubbing  mops  ranging  in  value  from  12  to  30  cents  each, 
whereas  the  product  of  the  complaining  companies  was,  in  fact, 
a  polisher  and  was  valued  at  from  75  cents  to  $1.50  each. 

In  docket  No.  12597,  O-So-Easy  Products  Company  and  Chan-- 
nel   Chemical  Company  vs.   Director-General.   Ann  Arbor   et  ai:,. 
hearing  on  which  was  held  before  Examiner  Hosmer  in  Chicago, 
November  22,   the   complainants   asked   the   Commission   to   pro- 
scribe rates  on  furniture  polish  and  oil  mops  and  handles,  from* 
Chicago   to   intermediate   territory,   reasonable   rates  with  those  • 
which  it  may  prescribe  on  the  same  commodities  from  Chicago  • 
to  the  Pacific  terminals  in  No.  9086  as  maximum.  In  the  latter- 
case    (55  I.  C.  C.  733),  the  Commission  decided  that  the  rates, 
on  the  goods  mentioned  from  Chicago  to  the  Pacific  terminals 
had    been    unreasonable    and    ordered    reparation,    but    did    not 
prescribe  rates  for  the  future.     On  petition  of  the  complainants, 
the  case  was  reopened  for  the  consideration  of  future  rates  and 
hearing  held.     No  decision  was  rendered,  according  to  the  com 
plainants,  up  to  the  present  time,  and  their  only  prayer  in  the 
present   case   was   that    whatever   basis   the   Commission    might 
prescribe   to   the   Pacific   terminals   be   held   maximum    to   inter- 
mediate points. 

The  rates  in  effect  to  intermediate  territory  previous  to  the^ 
Ex  Parte  74  advances  were  on  polish,  2.675,  less  carload,  and 
2.59  carload.  These  the  complainants  think  ought  to  be  reduced 
to  the  rates  designated  as  reasonable  by  the  Commission  in 
the  above  cited  cases — $2.35  and  $1.30  respectively.  On  mops 
the  rates  paid  prior  to  Ex  Parte  74  were  $3.69,  less  carload,  and 
?2.45  carload,  and  on  mop  handles  $2.675  less  carload.  The' 
rates  called  reasonable  by  the  Commission  in  these  three  in- 
stances were  $2,  $1.50,  and  $1.35.  Analogous  articles,  accord- 
ing to  R.  D.  Grubbs,  witness  for  the  complainants,  were  accorded 
lower  rates  during  the  period  under  consideration,  which  was 
subsequent  to  January  1,  1917.  If  the  Commission  should  decide 
to  name  the  rates  called  reasonable  to  the  coast  for  purposes  of 
reparation  as  reasonable  for  the  future,  the  complainants  hope 
to  obtain  approximately  $25,000  reparation  on  the  shipments  to 
intermediate  territory. 

C.  B.  Ackerman,  traffic  assistant  for  the  Director-General, 
said  that  the  Commission,  in  46  I.  C.  C.  236,  held  that  any  less 
carload  commodity  rate  between  Chicago  and  the  coast  that  was 
below  $2.50  was  not  properly  compensatory.  Adding  the  various 
percentage  increases  to  that  figure,  he  said,  would  make  a  rate 
of  $4.16%.  He  said  that  the  less  carload  shipments  ought  prop- 
erly to  move  on  class  rates  and  asserted  that  there  were  numer- 
ous commodities  moving  less  carload  in  greater  volume  than 
those  involved  through  the  same  territory  on  which  full  class 
rates  were  assessed. 
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COLORS    FOR   WAYBILLS 

Kditor  The  Traffic  World: 

We  have  had  a  number  of  cases  where  shipments  were 
received  billed  "collect,"  that  had  been  "prepaid"  by  the  shipper, 
thereby  causing  a  double  collection  and  very  often  necessitating 
the  entering  of  claims  for  overcharge. 

Such  errors  have  occurred  mostly  in  connection  with  ship- 
ments that  were  re-billed  at  junction  points. 

It  is  the  writer's  belief  that  if  the  carriers  in  general  would 
adopt  a  certain  color  waybill,  say  yellow  or  pink  for  prepaid, 
and  white  for  collect  shipments,  much  of  the  work  of  correcting 
and  adjusting  errors  above  referred  to  could  be  avoided. 

It  might  also  be  well  if  a  certain  color  waybill  were  adopted 
to  cover  order  notify  shipments,  as  the  bills  of  lading  for  such 
shipments  are  of  different  color  from  those  covering  straight 
shipments.  Carl  Alber, 

Assistant  Traffic  Manager, 

Camden,  N.  J.,  Nov.  16,  1921.  Foamite  Firefoam  Co. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

In  re  agitation  for  amendment  of  the  act  to  regulate  com- 
merce, relative  to  the  misquotation  of  rates: 

While  it  has  long  been  recognized  that  the  situation  was  con- 
trolled entirely  by  the  provision  of  section  6  of  the  act,  there 
has  of  late,  especially  since  the  issue  of  the  transportation 
treatise,  by  Karl  Knox  Gartner,  existed  a  belief  that  damages 
could  be  recovered  because  of  losses  e.ndured  through  misquota- 
tion of  rates,  in  accordance  with  section  8  of  the  act,  which  pro- 
vides: 

That  in  case  any  common  carrier  shall  omit  to  do  any  act.  matter, 
or  thing  in  the  act  required  to  be  done,  such  carrier  shall  be  liable 
to  the  person  injured  thereby  for  the  full  account  of  damages  sus- 
tained in  consequence,  together  with  reasonable  attorney  fees. 

Inasmuch  as  section  6  binds  carriers  to  an  obligation  to 
provide,  after  written  request  made  upon  an  agent  of  the  car- 
rier for  a  written  statement  of  the  rate  applicable  to  a  described 
shipment,  under  tariffs  to  which  such  carrier  is  a  party,  it  might 
be  concluded,  in  reason,  that  the  carrier  has  omitted  to  do  what 
the  act  provides,  and  for  such  failure  is  chargeable  with  the 
damage  sustained  through  this  omission. 

N.  E.  Boucher, 
Secretary,  Cedarmen's  Traffic  Ass'n. 

Minneapolis,  Minn.,  Nov.  16,  1921. 


CLEAR  SHIPPING  TERMS 

Editor  The  Traffic  World: 

The  surest  way  of  getting  what  you  want  from  the  other 
fellow  is  to  make  it  impossible  for  him  to  give  you  anything 
else.  We  recommend  traders  to  •  insist  on  the  quotation  they 
want,  "the  way  they  want  it." 

Recognizing  that  absolute  clarity  of  meaning  is  the  only 
way  of  avoiding  the  troubles  arising  out  of  variously  interpreted 
shipping  terms,  it  is  advisable  that  traders,  in  requesting  or 
entertaining  quotations  from  new  connections,  insist  on  a  clear 
definition  of  the  shipping  terms  used.  In  other  words,  when 
ocean  shipment  is  desired,  specify  "f.  o.  b.  vessel"  and  "ship- 
ment by  vessel." 

In  view  of  all  that  has  been  said  and  written  on  the  subject 
of  misunderstood  shipping  quotations,  traders  should  be  fa- 
miliar by  this  time  with  the  fact  that  "f.  o.  b.,"  for  instance,  has 
a  universal  meaning  in  the  domestic  commerce  of  the  United 
States  of  "free  on  conveyance  at  originating  point"  (whether 
rail,  canal,  lake  or  seaboard) ;  and  that  the  word  "shipment"  may 
similarly  mean  forwarding  by  rail,  motor  truck,  or  any  other 
type  of  conveyance.  Thus  it  comes  that  solid,  reputable  Ameri- 
can shippers  long  established  in  domestic  trade  may  use  these 
terms  in  quoting  to  overseas  buyers  without  realizing  that  the 
words  carry  a  vastly  different  significance  to  their  customers. 

As  readers  of  this  article  will  recall.  American  publications 
have  tried  consistently  to  point  out  the  difficulties  to  traders 
and  to  explore  every  avenue  that  might  lead  to  a  solution.  In 
this  connection  they  recently  undertook,  on  behalf  of  some  of 
the  British  trade  associations,  to  suggest  a  distinction  of  practice 
among  American  shippers  as  between  domestic  and  export 
transactions. 

In  the  opinion  of  the  American  trade  bodies,  the  weight  of 


domestic  practice  in  the  United  States  with  its  established  dif- 
ferent meaning  for  these  terms  is  such  that  it  would  be  a  "hope- 
less and  futile  task  to  attempt  to  give  these  words  a  special 
meaning  for  export  trade  which  they  do  not  hold  in  the  general 
business  practice  of  the  country."  The  pointing  out  of  sources 
of  trouble  of  one  kind  or  another  cannot  but  be  of  value  in 
avoiding  future  difficulties. 

At  the  same  time,  no  amount  of  exhortation  will  prove  of 
value  if  the  object  sought  is  not  feasible.  While  we  have  rec- 
ognized the  fact  that  f.  o.  b.  named  port,  correctly  interpreted, 
should  mean  "on  board  export  vessel,"  the  fact  remains  that 
f.  o.  b.  in  the  domestic  trade  has  an  entirely  different  meaning, 
and  one  which  is  not  going  to  be  altered.  It  is,  therefore,  the 
part  of  wisdom  and  common  sense  to  make  it  perfectly  plain 
what  is  being  discussed,  and  to  quote  f.  o.  b.  vessel  named  port, 
if  that  is  what  is  meant.  No  amount  of  custom  or  international 
practice  can  prevent  error  as  well  as  clarity  of  expression  can. 

Similarly,  the  meaning  of  the  word  "ship"  and  "shipment" 
came  up  for  discussion  in  this  country  a  year  ago.  While  it 
may  be  very  true  that  these  words  were  applicable  only  to  ves- 
sels in  England,  they  are  not  so  applicable  in  this  country,  and 
it  is  a  hopeless  and  futile  task  to  expect  to  give  these  words  a 
special  meaning  for  export  trade  which  they  do  not  hold  in  the 
general  business  practice  of  the  country.  Here  again  it  is  much 
better  to  be  specific  and  to  say  exactly  what  is  meant  rather 
than  to  read  interpretations  into  a  given  word.  If  "shipment 
by  ocean  vessel"  is  meant,  why  not  state  it?  These  remarks 
are  offered  with  a  sincere  desire  to  obtain  the  same  ends  which 
you  seek. 

The  fact  remains  that  export  trade  is  still  a  small  fraction 
of  the  total  annual  trade  of  the  United  States,  and  that  both 
"f.  o.  b."  and  "shipment"  are  terms  generally  recognized  in 
trade  throughout  this  country  to  indicate  "f.  o.  b."  cars  and 
"shipment"  from  factory  or  warehouse. 

The  best  practical  answer  to  the  problem  is  for  importers 
to  recognize  this  situation  and  to  demand  a  clear  definition  of 
terms  as  applied  to  export  shipments — for  instance,  "f.  o.  b."  and 
"shipment  by  vessel."  To  revolutionize  practice  in  this  country, 
in  consideration  of  the  long  establishment  of  domestic  defini- 
tions is  something  akin  to  planning  to  have  the  tail  wag  the  dog. 
It  is  much  simpler  to  carry  on  a  steady  line  of  educational  propa- 
ganda, calling  for  the  development  of  clear  and  specfic  terms 
of  sale,  than  to  attempt  to  secure  a  new  interpretation  for 
phrases  of  long  standing  in  the  domestic  trade  of  the  United 
States. 

The  key  to  the  situation  would  seem  to  lie,  therefore,  in 
individual  practice,  and,  indeed,  if  individual  action  becomes 
sufficiently  uniform  the  result  is  the  standarization  aimed  at 
in  the  first  instance. 

Let  the  buyer,  therefore,  armed  with  this  knowledge  of 
American  domestic  practice  and  the  factors  underlying  it,  insure 
his  own  protection  in  dealing  with  new  American  houses  by 
demanding  the  unmistakable  export  quotations:  "f.  o.  b.  vessel" 
or  "shipment  by  export  vessel." 

Needless  to  say,  as  relations  continue  and  mutual  practices 
become  familiar,  the  question  would  hardly  arise  at  all. 

W.  A.  Dunnett,  Traffic  Adviser, 
Continental  and  Commercial  National  Bank. 

Chicago,  111.,  Oct.  27,  1921. 


LABOR  AS  A  COMMODITY 

Editor  The  Traffic  World: 

In  your  editorial  in  the  November  12  issue  of  The  Traffic 
World,  entitled  "A  Legislative  Program,"  you  say:  "Labor 
is  a  commodity  —  or  should  be  one  —  the  price  of  which  is  regu- 
lated by  supply  and  demand."  I  think  that  right  then  you  had 
your  fingers  on  the  key  to  the  whole  railroad  problem  —  but  you 
did  not  turn  the  key.  I  am  only  "thinking,"  and  it  is  not  my  in- 
tention to  criticise  you,  but  please  bear  with  me  while  I  think 
a  while,  and  then  be  as  relentless  as  you  wish  in  your  judgment 
of  my  idea. 

^  agree  with^vou  that  railroad  labor,  or  at  least  98  per  cent 
of  it.  is  a  rnflnmnditv.  Tint  not  that  it  should  hp  so.  Reasons  will 


be  given  for  this  conclusion,  but  I  must  lead  up  to  them.  I 
cannot  see  why  the  management  of  a  railroad  should  differ 
materially  from  the  management  of  an  industrial,  unless  the 
railroad  becomes  so  hampered  by  legislation  that  "management" 
is  no  longer  more  than  a  meaningless  word.  It  would  seem  there 
can  be  little  real  management  under  the  present  laws,  and  it 
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would  seem  there  is  a  pressing  need  for  a  legislative  program 
which  will  permit  of  management  on  a  business  basis. 

Suppose,  if  you  please,  that  you  are  in  the  lumber  business. 
You  have  two  policies  to  choose  from.  You  can  do  a  large 
business  on  a  small  margin  of  profit,  or  you  can  do  a  small 
business  on  a  large  margin,  by  taking  on  only  orders  which  will 
net  you  a  healthy  profit.  The  market  price  always  governs,  and 
in  times  of  business  depression  you  may  be  forced  to  increase 
your  business  and  take  less  profit,  if  you  have  adopted  the 
second  policy,  in  order  to  come  out  even  or  ahead  of  the  game. 
We  will  admit  that  the  depression  may  be  so  great  that  you 
cannot  increase  the  business  even  by  operating  on  the  smallest 
possible  margin  of  profit.  Then  you  have  only  one  course  open. 
You  must  cut  your  costs.  The  first  item  you  will  consider  is 
labor.  Even  here  you  will  have  two  alternatives.  You  may  cut 
wages,  or  you  may  induce  your  labor  to  so  increase  its  efficiency 
and  productiveness  that  the  costs  will  be  cut  without  the 
necessity  of  cutting  wages. 

Now,  while  we  are  supposing,  let's  take  a  plunge  and  sup- 
pose on  a  national  scale.  Imagine  all  of  the  presidents  of  all  the 
railroads  in  the  United  States,  speaking  through  one  man,  to  all 
the  labor  of  all  the  roads,  as  another  man. 

President:  "Mr.  Labor,  there  is  an  insistent  demand  from 
the  public  that  we  cut  freight  rates  immediately.  We  cannot 
do  this  and  still  operate  at  a  profit,  except  by  cutting  your  wages, 
or well,  that's  what  I  want  to  discuss  with  you." 

Labor:  "If  you're  gently  leading  up  to  another  cut,  you  can 
forget  it  right  now." 

President:  "I  see  a  very  large  task  ahead  of  me.  I  must 
gain  your  confidence.  I  will  admit  that  there  have  been  times 
when  you  have  not  received  justice,  but  there  have  also  been 
times  when  I  have  not  received  it.  If  you  will  hear  me  out, 
however,  I  think  you  will  come  to  believe  that  I  am  in  earnest 
and  that  you  can  place  full  confidence  in  my  words.  First  let 
me  say  that  I  have  no  wish  to  cut  your  wages.  It  is  my  purpose 
to  find  a  way  to  avoid  that.  Listen  to  my  plan.  We  purchase 
vast  quantities  of  coal,  steel,  lumber  and  so  on,  the  cost  of  which 
runs  into  many  millions  of  dollars.  In  the  use  of  these  products 
there  is  a  tremendous  waste.  I  have  compiled  a  report  based 
on  last  year's  purchases  and  traffic,  and  have  shown  a  unit  of 
each  of  the  most  important  of  these  purchases,  as  against  a  unit 
of  traffic  hauled.  In  a  third  column,  I  have  shown  the  various 
percentages,  and  it  is  possible  for  you  to  bring  about  a  sub- 
stantial reduction  in  these  percentages.  Now,  labor  is  fre- 
quently spoken  of  as  a  commodity,  and  railroad  labor  today  is  a 
commodity,  but  due  to  no  fault  of  yours.  The  fault  is  with  me, 
and  I  want  to  correct  it.  I  am  going  to  give  you  a  chance  to 
use  your  brains  as  well  as  your  hands,  and  make  money  by  it — 
not  some  time  years  hence,  but  now — this  year.  If  you  get! 
busy  and  lop  off  these  percentages,  it  is  going  to  mean  a  saving 
of  millions,  and  I  propose  to  give  you  half  the  saving  in  increased 
wages.  You  are  a  tremendously  big  man,  and  you  use  an  enorm- 
ous quantity  of  these  various  commodities.  The  more  efficient 
use  you  make  of  them,  the  more  money  you  are  going  to  make, 
and  you  will  also  help  to  cheapen  the  price  of  them,  because 
when  I  am  in  the  market  for  large  quantities  of  steel,  lumber, 
etc.,  the  prices  stiffen.  The  more  I  need,  the  higher  goes  the 
price.  The  less  I  need,  the  more  there  will  be  for  use  in  the 
industrial  field,  at  lower  figures.  If  you  help  keep  prices  down, 
you  stimulate  construction  work  of  all  kinds  in  the  industrial 
world,  and  thus  make  more  traffic  for  us  to  haul. 

"Your  daily  work  is  rather  humdrum,  I  admit,  but  that 
has  been  mostly  my  fault.  I  have  failed  to  furnish  you  with 
an  incentive  to  work  for  better  things.  I  have  held  out  no 
definite  reward  for  extra  effort,  although  unusual  labor  is  always 
rewarded  in  the  end.  We  won't  argue  that  point  now.however. 
You  have  no  one  to  look  to  for  inspiration  but  me,  and  now  I 
am  going  to  furnish  it,  with  the  definite  reward  in  cold  cash 
if  you  make  good.  I  am  going  to  do  more  than  that.  Your 
inspiration  must  be  kept  hot  if  you  are  to  reach  the  goal, 
and  I  will  do  that  by  keeping  the  object  constantly  before  you. 
You  will  want  concrete  examples  of  things  that  can  and  have 
been  done,  so  I  will  begin  now  with  a  story  which  concerns 
a  railroad  laborer  in  California  several  years  ago.  I  will  let 
him  tell  the  story  himself: 

The  first  work  I  was  given  that  reached  beyond  the  jurisdiction 
of  the  Fresno  station  began  with  another  small  task  of  the  signifi- 
cant type:  We  were  in  the  midst  of  the  wine-moving  season,  and 
were  having  trouble  getting  the  dozen  cars  we  needed  for  a  certain 
shipment.  The  wine  was  ready  to  be  loaded  and  only  eight  of  the 
cars  had  come.  The  morning  the  men  started  putting  the  wine  into 
the  eight  cars,  I  walked  out  on  the  platform  to  watch  them  a  moment, 
and  was  struck  for  the  first  time  by  the  wastefulness  of  the  old 
method  of  loading  the  casks.  Always  up  to  that  time,  one  layer  of 
them  had  been  put  across  the  bottom  of  the  car.  and  the  remaining 
upper  part,  half  the  total  space,  left  vacant.  It  had  been  taken  for 
granted  that  If  another  layer  of  barrels  were  put  op  top  of  the  first, 
they  would  be  knocked  about  and  the  wine  probably  spilled.  I 
needn't  have  bothered  about  it.  We  were  at  the  height  of  the  ship- 
ping season  and  there  was  plenty  else  to  bother  about.  But  the 
thing  manifestly  had  an  importance  beyond  the  immediate  emergency. 
A  little  figuring  showed  that  a  second  deck  of  casks  would  leave 
plenty  of  margin  under  the  weight  capacity  of  the  car.  Having 
determined  this,  I  called  over  some  carpenters  who  were  repairing 
the  station  platform,  and  put  the  problem  up  to  them.  They  laid 
a  shelf  over  the  first  layer  of  casks  and  then,  as  the  second  layer 
was  put  in.  built  braces  about  the  casks  which  made  them  perfectly 


safe  Before  the  morning  was  over  we  had  all  the  wine  loaded 
securely  in  six  cars,  and  had  two  empties  to  spare.  It  was  an 
obvious  solution.  But  now  see  how  it  worked  for  me. 

Julius  Kruttschnitt,  then  general  manager  of  the  road,  came 
into  Fresno  unannounced  that  afternoon.  That  was  rather  like  luck. 
But  one  of  the  remarkable  things  about  this  attention  to  significant 
small  tasks  is  the  way  it  seems  to  have  of  dragging  in  luck.  The 
division  superintendent  dropped  off  Mr.  Kruttschnitt's  train  in  front 
of  the  station,  told  me  who  was  abroad,  and  asked  if  I  had  anything 
to  show  him.  I  mentioned  the  wine  shipment.  The  superintendent 
went  out  and  saw  it,  then  took  Kruttschnitt  to  see  it.  The  car 
shortage  that  had  been  bothering  me  had  been  bothering  him,  too, 
in  a  larger  way.  "Tills  is  a  sort  of  work  that  needs  very  much 
to  be  done  all  over  the  system,"  he  told  me.  "I  wish  you'd  look  into 
some  other  phases  of  it.  Take  wheat,  for  example.  See  where  we  are 
wasting  car  space  on  that."  You  see  how  one  thing  led  to  another — 
and  in  a  way  prepared  me  for  the  other.  The  wheat  problem  was 
almost  exactly  like  the  wine  problem,  only  on  a  larger  scale.  There, 
again,  the  trouble  was  mainly  that  no  one  had  seriously  studied 
the  problem.  The  wheat  was  shipped  in  bags,  and  a  little  investiga- 
tion through  the  California  wheat  country  enabled  me  to  develop  a 
method  of  packing  that  was  a  good  deal  better  than  any  commonly 
in  use.  I  put  this  into  my  recommendation,  and  along  with  it  sug- 
gested that  prizes  be  offered  to  the  agents  in  the  various  states 
who  made  the  best  packing  records  for  the  following  year.  The 
recommendation  was  adopted  and  it  got  results.  The  season  before 
the  contest  started,  the  wheat  shipped  from  California  had  footed  up 
to  just  66  per  cent  of  the  capacity  of  the  cars  it  was  shipped  in.  The 
season  of  the  contest  it  amounted  to  99  per  cent!  After  that  I  was 
asked  to  handle  the  same  problem  in  relation  to  other  commodities. 

"This  man  was  Charles  H.  Markham,  and  he  is  now  Presi- 
dent of  the  Illinois  Central  Railroad.  This  story  was  taken 
from  an  interview  of  Mr.  Markham  by  Alfred  Pittman,  published 
in  the  October  issue  of  the  American  Magazine.  He  furnished 
his  own  inspiration,  had  no  definite  reward  to  urge  him  on, 
but  he  got  it  just  the  same.  There  are  hundreds  of  ways  in 
which  you  can  emulate  Markham.  Railroad  presidents  have 
no  monopoly  on  brains.  I  am  going  to  initiate  a  series  of  con- 
tests, too.  They  will  furnish  you  with  a  new  interest  in  your 
work,  and  there  will  be  fat  cash  prizes  for  the  winner,  next  best, 
and  so  on.  These  will  be  in  addition  to  any  wage  increases 
which  are  brought  about  through  your  saving  efforts. 

"It  is  often  argued  that  there  is  only  so  much  traffic  to 
haul.  The  railroads  haul  it,  and  that  is  all  there  is  to  it.  The 
railroads  can  only  haul  such  traffic  as  is  offered.  They  can- 
not increase  it,  etc.  Let's  look  into  this  question.  I  told  you 
how  traffic  would  be  increased  by  helping  hold  down  the  prices 
of  steel,  lumber,  etc.  Then  take  Markham  and  the  wine  casks. 
See  what  he  did.  The  wine  merchant  had  his  wine  moved  to 
market  and  paid  for  weeks  earlier  than  would  otherwise  have 
been  the  case.  This  released  money  for  re-employment  in  com- 
merce, and  thus  made  more  traffic  for  us  to  haul.  Yet  they 
say  a  railroad  cannot  produce  traffic. 

"I  am  going  after  our  general  and  division  freight  agents, 
too.  They  will  have  to  educate  shippers  to  come  to  them  with 
their  rate  and  other  troubles,  and  then  render  real  assistance, 
where  possible.  I  am  going  to  make  them  literally  'look  for 
trouble.'  We  are  somewhat  hampered  in  our  rate  problems  just 
now  by  the  present  law,  but  we  are  going  to  bend  our  efforts 
towards  having  that  changed.  Suppose  Bill  Jones  has  a  dandy 
tract  of  oak  timber  and  can't  get  it  to  market  because  he  would 
have  to  pay  class  rates.  He  doesn't  know  how  to  get  at  his 
rate  problem,  although  the  Interstate  Commerce  Commission  has 
power  to  help  him.  Bill  knows  there  is  a  Commission,  maybe, 
but  balks  at  the  delay  and  expense  involved  in  having  his  case 
heard.  Maybe  he  never  heard  of  the  Commission.  Anway,  his 
money  is  tied  up  in  the  timber,  when  it  ought  to  be  busy 
making  more  traffic  for  us  to  haul. 

"As  for  the  Labor  Board — if  we  can  generate  a  healthy 
confidence  in  one  another  and  go  at  this  thing  in  the  right  spirit, 
the  Labor  Board  will  soon  die  of  nothing  to  do. 

"My  case  has  now  been  stated.  Is  it  to  be  friendly  co-opera- 
tion, or  are  we  going  to  fight  and  strike  and  just  gum  things 
up  generally  for  ourselves  and  the  public  in  general?" 

My  point  is  this.  Labor  working  as  it  should  work,  is  not 
a  commodity  Tt  ig  a,  mm-mnAitv  only  while  the  management 
allows  it  to  remain,  so..  There  are  any  number  of  examples  in 
the  industrial  field  which  will  convince  that  all  of  this  has  been 
done  there.  There,  is  nothing  new  or  original  in  the  idea.  Could 
it  be  applied  to  corporations  as  large  as  railroads,  and  if  so, 
wouldn't  it  solve  the  railroad  problem  if  applied  generally  to 
all  roads? 

GEORGE  K.  RAMSEY, 

Traffic  Manager, 
Franpton-Foster  Lumber  Co. 

Pittsburgh,  Pa.,   Nov.  22,   1921. 


A.  T.  &  N.  NOTES  AND  BONDS 
The  Alabama,  Tennessee  &  Northern  Railroad  Corporation 
has  applied  to  the  Commission  for  authority  to  issue  a  promis- 
sory note  or  notes  in  the  principal  sum  of  $399,000  bearing  6  per 
cent  interest;  to  issue  $100,000  of  prior  lien  mortgage  36-year 
6  per  cent  gold  bonds;  to  issue  $372,000  of  6  per  cent  equipment 
trust  notes  in  connection  with  the  acquisition  of  250  gondola 
and  50  flat  cars  and  to  pledge  the  bonds  and  trust  notes  as 
collateral  security  for  the  promissory  note  of  $399,000  which 
will  be  executed  to  the  United  States  for  a  loan  of  that  amount, 
application  for  which  has  been  made. 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporter!  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS 
That  a  Fraud   Was  Committed  by  Defendant  in  the  Name  of  a 

Corporation    in    Obtaining    Delivery   of   Car    Not   a    Defense: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  When  a  shipper 
delivers  property  to  a  carrier  on  a  contract  for  carriage  and 
delivery  to  a  consignee  in  another  state,  the  property  remains 
under  the  protection  of  the  federal  statutes  regulating  interstate 
commerce  until  it  is  lawfully  surrendered  to  the  consignee  or 
his  assignees. — Boyd  et  al.  vs.  United  States,  275  Fed.  Kept.,  p.  16. 

The  placing  by  a  terminal  company  of  a  car  containing  an 
interstate  shipment,  under  an  order  bill  of  lading,  on  its  side 
track  to  the  warehouse  of  the  consignee,  but  without  surrender- 
ing possession  to  the  consignee,  held  not  a  delivery  which  took 
the  shipment  out  of  interstate  commerce. — Ibid. 

That  defendant  in  obtaining  delivery  of  a  car  of  grain  from 
a  railroad  company  by  fraud  and  deception  acted  in  the  name 
and  for  the  benefit  of  a  corporation  of  which  he  was  the  principal 
owner,  held  not  a  defense,  but  to  render  both  defendant  and  the 
corporation  chargeable. — Ibid. 

Misdelivery   by  Carrier  Constitutes  Conversion: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  The  delivery  by 
a  carrier  of  a  shipment  of  cattle  to  another  than  the  owner 
and  consignee  held  to  constitute  a  conversion  for  which  the  car- 
rier was  not  relieved  from  liability  by  a  tender  of  part  of  the 
shipment  to  the  owner  several  months  later. — Payne,  Agent, 
U.  S.  R.  R.  Administration,  vs.  Card.,  275  Fed.  Rept,  p.  26. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Implied  Promise  by  Consignee,  Accepting  Cargo,  to  Pay  Demur- 

rage: 

(District  Court,  S.  D.,  New  York.)  On  delivery  and  accept- 
ance of  cargo,  an  implied  promise  by  the  consignee,  to  whom  the 
bill  of  lading  is  assigned,  arises  to  pay  demurrage,  for  which 
the  ship  had  a  lien  under  the  bill  of  lading.  Yone  Suzuki  et  al. 
vs.  Central  Argentine  Ry.  Co.,  Ltd.,  et  al.,  275  Fed.  Rept.,  p.  54. 
Ship  Entitled  to  Lien  Under  Bill  of  Lading  for  Demurrage  at 

Either  Port: 

A  provision  of  a  charter  party,  expressly  incorporated  by 
reference  into  the  bill  of  lading,  "steamer  to  have  a  lien  for  all 
freight,  dead  freight,  and  demurrage,"  held  to  give  a  lien  for 
demurrage  at  either  port  of  loading  or  discharge. — Ibid. 
Recital  of  Prepayment  of  Freight  in  Bill  of  Lading  Estops  Ship 

from   Asserting    Lien   for   Freight  Against   Assignee   of   Bill: 

Where  a  bill  of  lading  contained  a  recital  that  the  freight 
was  prepaid,  an  assignee  of  such  bill,  receiving  the  cargo,  can- 
not be  held  liable  for  an  unauthorized  deduction  from  the  freight 
money  made  by  the  shipper. — Ibid. 


COMMISSION   ORDERS 

Complainants'  petitions  for  rehearing  of  Nos.  10815,  Spring 
Valley  Coal  Co.  et  al.  vs.  Director-General,  A.  T.  &  S.  F.  et  al., 
and  11091,  Central  Illinois  Coal  Traffic  Bureau  vs.  Director-Gen- 
eral, A.  T.  &  S.  F.  et  al.,  have  been  denied. 

Complainants'  petition  to  reopen  No.  11371,  Emerson-Brant- 
ingham  Company  et  al.  vs.  Director-General,  A.  T.  &  S.  F.  et  al., 
has  been  denied. 

Defendants'  petition  for  rehearing  and  reargument  of  No. 
11375,  Meyerdale  Smokeless  Coal  Co.  vs.  B.  &  O.  and  Director- 
General. 

Complainants'  petition  for  rehearing  and  for  permission  to 
file  an  amended  complaint  in  No.  11685,  Early-Foster  Company 
vs.  Sou.  Pac.  et  al. 

The  Indianapolis  Board  of  Trade  has  been  permitted  to 
intervene  in  No.  12984,  The  Exchange  of  the  Cincinnati  Grain  & 
Hay  Exchange  Co.  vs.  B.  &  O.  et  al. 

Petition  for  modification  of  order  filed  by  complainant  in 
No.  11077,  Morris  &  Co.  vs.  Director-General,  A.  T.  &  S.  F. 
et  al.,  has  been  denied. 

The  order  in  I.  and  S.  1338,  class  and  commodity  rates  be- 
tween north  Pacific  coast  points,  has  been  modified  so  as  to 
permit  the  establishment  of  rates  in  compliance  therewith  on  one 
day's  notice. 


The  order  in  I.  and  S.  1303,  rates  to,  from  and  between 
points  south  of  the  Ohio  River,  including  the  Mississippi  Valley, 
entered  October  10,  as  modified  by  order  of  October  31,  has 
been  further  modified  so  as  to  become  effective  January  15 
instead  of  January  1. 

The  complaint  in  No.  11883,  Louisiana  Bag  Corporation  vs. 
Director-General,  has  been  amended  by  making  the  Atchlson, 
Topeka  &  Santa  Fe  Railway  and  others  additional  parties  de- 
fendant. 

On  petition  of  the  attorney-general  of  Minnesota  the  Com- 
mission has  reopened  for  further  hearing  Finance  Docket  1258. 
in  the  matter  of  the  application  of  the  Duluth  &  Northern  Min- 
nesota Railroad  Company  for  a  certificate  of  public  convenience 
and  necessity. 

The  Okmulgee  District  Oil  and  Gas  Association  and  National 
Association  of  Independent  Oil  Producers  have  been  permitted  to 
intervene  in  No.  11512,  Brunded  Brothers  vs.  Prairie  Pipe  Line 
Co.  et  al.,  for  the  sole  purpose  of  participating  in  oral  argument. 

The  Chicago  &  Alton  Railroad  Co.  and  Peoria  Railway  Ter- 
minal Co.  have  been  permitted  to  intervene  In  No.  13110,  the 
Minneapolis  &  St.  Louis  Railroad  Co.  vs.  Peoria  &  Pekin  Union 
Ry.  Co. 

The  Cape  Girardeau  Portland  Cement  Company  has  been 
permitted  to  intervene  in  No.  12710,  the  Atlas  Portland  Cement 
Co.  vs.  C.  B  &  Q.  et  al. 

The  Public  Utilities  Commission  of  Kansas  has  been  per- 
mitted to  intervene  in  No.  13080,  Ballman-Cummings  Furniture 
Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

The  Railroad  and  Warehouse  Commission  of  Minnesota  has 
been  permitted  to  intervene  in  No.  12708,  Ballou  Brick  Co.  et 
al.  vs.  A.  T.  &  S.  F.  et  al.,  for  the  purpose  of  filing  brief,  on  or 
before  December  1,  and  of  participating  in  further  proceedings. 

On  petition  of  complainant,  the  Commission  has  reopened 
for  oral  argument  No.  11024,  Gunnison  Valley  Sugar  Co.  vs. 
Denver  &  Rio  Grande,  Director-General,  et  al. 


INTERLOCKING  DIRECTORATES 

In  additional  orders  under  paragraph  12  of  section  20-a  of 
the  interstate  commerce  act,  the  Commission  has  authorized 
Newman  Erb,  president  and  director  of  the  Ann  Arbor,  to  hold 
those  positions  as  well  as  positions  in  the  Minneapolis  &  St. 
Louis,  the  Manistique  &  Lake  Superior,  the  Middletown  &  Union- 
ville  and  the  Tennessee,  Alabama  &  Georgia. 

Charles  H.  Worcester  has  been  authorized  to  serve  as  presi- 
dent, treasurer  and  director  of  the  Ontonagon  Railroad  and  of 
the  Houghton,  Chassell  &  Southwestern. 

E.  N.  Brown,  chairman  and  member  of  the  board  of  directors 
of  the  St.  Louis-San  Francisco,  has  been  authorized  to  retain 
those  positions  as  well  as  hold  positions  with  the  Kansas  City, 
Fort  Scott  &  Memphis,  Kansas  City,  Memphis  &  Birmingham, 
and  the  Pere  Marquette. 

F.  A.  Chamberlain  has  been  authorized  to  serve  as  director 
of  the  Minneapolis  &  St.  Louis  and  as  president  and  director  of 
the  Minneapolis  Eastern  Railway  Company. 

Jules  S.  Bache  has  been  authorized  to  serve  as  director  and 
vice-president  and  the  Ann  Arbor  and  to  hold  positions  with  the 
Minneapolis  &  St.  Louis,  the  Manistique  &  Lake  Superior  and 
the  Toledo,  St.  Louis  &  Western. 

Richard  Billings  has  been  authorized  to  serve  as  president 
and  director  of  the  Woodstock  Railway  Company  and  as  director 
of  the  Boston  &  Maine. 

The  Commission  has  authorized  H.  R.  Kurrie  to  serve  as 
president  and  director  of  the  Chicago,  Indianapolis  &  Louisville, 
and  director  of  the  Kentucky  &  Indiana  Terminal  Railroad  Com- 
pany, and  H.  T.  Evans  to  serve  as  comptroller  of  the  C.  I.  &  L. 
and  as  a  director  of  the  Kentucky  &  Indiana  Terminal. 

A.  F.  Banks,  president  and  director  of  the  Elgin,  Joliet  & 
Eastern,  and  other  officials  of  the  same  company,  have  been 
authorized  to  retain  their  positions  in  affiliated  companies. 

F.  B.  Grier  has  been  authorized  to  serve  as  president  and 
general  solicitor  of  the  Charleston  &  Western  Carolina  and  di- 
rector of  the  Carolina,  Clinchfield  &  Ohio  of  South  Carolina 
and  the  Savannah  River  Terminal,  and  A.  W.  Anderson  to 
serve  as  vice-president  and  general  manager  of  the  Charleston 
&  Western  Carolina,  and  director  of  the  Savannah  River  Termi- 
nal and  the  Augusta  &  Summerville  R.  R.  Co. 


L.  O.,   P.  &  G.  ABANDONMENT 

The  Live  Oak,  Perry  &  Gulf,  without  objection  from  any- 
body, has  been  authorized  to  abandon  a  two-mile  branch  in 
Taylor  county,  Florida,  built  in  1914  to  enable  the  Standard 
Lumber  Company  to  take  out  timber.  Two  years  ago  the  saw- 
mill burned  down.  The  site  was  used  for  a  short  time  as  a 
logging  camp,  but  that  has  been  abandoned.  Since  the  abandon- 
ment of  the  logging  camp  not  a  pound  of  any  kind  of  traffic 
has  passed  over  the  rails  which  are  to  be  taken  up.  The  At- 
lantic Coast  Line  furnished  the  rails,  the  lumber  company  the 
ties  and  the  labor  cost  of  laying  the  branch  was  $2,430.  Not  a 
cent  of  capital  securities  was  issued  to  cover  the  cost  of  the 
branch. 
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LOADING   OF   REVENUE   FREIGHT 

The  Traffic  World  Washington  Bureau 

Observance  of  Armistice  Day  in  the  week  ended  November 
12  and  the  fact  that  state  and  local  election  were  hold  November 
8,  coupled  with  expected  seasonal  decreases,  resulted  in  revenue 
freight  loading  dropping  to  753,046  cars  in  that  week  as  com- 
pared with  829,722  cars  in  the  preceding  week  and  952,621  cars 
in  the  week  ended  October  29,  or  a  decrease  for  the  two-week 
period  of  approximately  200,000  cars. 

Loading  in  the  weeks  of  1920  and  1919  corresponding  with 
that  ending  November  12  totaled  927,586  and  808,304  cars,  re- 
spectively. 

As  compared  with  the  week  ended  November  5,  there  were 
decreases  in  the  week  ended  November  12  in  the  loading  of 
grain  and  grain  products,  coal,  coke,  forest  products,  ore,  mer- 
chandise, L.  C.  L.,  and  miscellaneous  freight.  There  was  an 
increase  from  31,126  cars  to  34,269  cars  in  the  loading  of  live 
stock. 

Loading  by  districts  in  the  week  ended  November  12  and 
in  the  corresponding  week  of  1920,  according  to  the  weekly 
report  of  the  car  service  division  of  the  American^  Railway 
Association,  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  7,994  and  5,589; 
live  stock,  3,530  and  3,589;  coal,  39,357  and  58,098;  coke,  1,883 
and  3,182;  forest  products,  4,254  and  7,070;  ore,  2,708  and  9,966; 
merchandise,  L.  C.  L.,  59,347  and  47,662;  miscellaneous,  65,542 
and  90,844;  total,  1921,  184,615;  1920,  226,000;  1919,  197,208. 

Allegheny  district:  Grain  and  grain  products,  2,906  and 
2,562;  live  stock,  3,607  and  4,091;  coal,  39,974  and  66,124;  coke, 
2,791  and  7,274;  forest  products,  2,443  and  3,327;  ore,  2,616  and 
11,613;  merchandise,  L.  C.  L.,  40,677  and  39,586;  miscellaneous, 
53,406  and  66,436;  total,  1921,  148,420;  1920,  201,013;  1919,  168,- 
530. 

Pocahontas  district:  Grain  and  grain  products,  194  and  121; 
live  stock,  287  and  280;  coal,  21,732  and  25,068;  coke,  169  and 
843;  forest  products,  1,246  and  1,689;  ore,  1  and  178;  mer- 
chandise, L.  C.  L.,  5,396  and  5,110;  miscellaneous,  3,285  and 
4,146;  total,  1921;  32,310;  1920,  37,435;  1919,  34,065. 

Southern  district:  Grain  and  grain  products,  2,842  and  2,537; 
live  stock,  2,025  and  2,549;  coal,  22,759  and  29,656;  coke,  547  and 
1,276;  forest  products,  16,919  and  17,388;  ore,  513  and  2,722; 
merchandise,  L.  C.  L.,  37,444  and  34,960;  miscellaneous,  36,908 
and  39,030;  total,  1921,  119,957;  1920,  130,118;  1919,  115,052. 

Northwestern  district:  Grain  and  grain  products,  8,906  and 
11,106;  live  stock,  9,277  and  10,650;  coal,  7,133  and  11,231;  coke, 
741  and  1,925;  forest  products,  11,905  and  13,405;  ore,  1,364  and 
21,564;  merchandise,  L.  C.  L.,  26,455  and  27,410;  miscellaneous, 
28,315  and  34,604;  total,  1921,  94,096;  1920,  131,895;  1919,  124,182. 

Central  Western  district:  Grain  and  grain  products,  8,359 
and  8,636;  live  stock,  12,648  and  14,726;  coal,  17,513  and  25,383: 
coke,  183  and  469;  forest  products,  6,542  and  5,775;  ore,  687  and 
3,005;  merchandise,  L.  C.  L.,  30,497  and  29,789;  miscellaneous, 
37,700  and  45,153;  total,  1921,  114,129;  1920,  132,936;  1919,  113,- 
598. 

Southwestern  district:  Grain  and  grain  products,  3,201  and 
3,956;  live  stock,  2,895  and  3,026;  coal,  3,841  and  7,314;  coke,  136 
and  141;  forest  products,  7,352  and  7,602;  ore,  769  and  635; 
merchandise,  L.  C.  L.,  15,623  and  16,744;  miscellaneous,  25,702 
and  28,771;  total,  1921,  59,519;  1920,  68,189;  1919,  55,669. 

Total,  all  roads:  Grain  and  grain  products,  34,402  and  34,507; 
live  stock,  34,269  and  38,911;  coal,  152,309  and  222,874;  coke, 
6,450  and  15,110;  forest  products,  50,661  and  56,256;  ore,  8,658 
and  49,683;  merchandise,  L.  C.  L.,  215,439  and  201,261;  miscel- 
laneous, 250,858  and  308,984;  total,  1921,  753,046;  1920,  927,586; 
1919,  808,304. 


plaints  and  that  he  was  laboring  under  the  misapprehension 
that  the  cottonseed  products  commodity  rates  were  under  at- 
tack. The  question  of  the  reasonableness  of  those  rates,  Mr. 
Barnett  said,  had  never  been  raised  by  the  complainant,  but  the 
defendants  had  attempted  to  bring  them  into  issue,  and  the 
examiner  had  injected  such  an  issue  and  that  that  issue  was 
entirely  foreign  to  that  which  was  really  before  the  Commission 
in  these  consolidated  cases.  In  further  criticism  of  Examiner 
Woodrow,  Mr.  Barnett  said  that  he,  like  Examiner  Eddy,  whose 
report  the  Commission  overruled,  seemed  to  think  that  the  vol- 
ume of  tonnage  was  the  controlling  factor  in  determining  the 
reasonableness  of  rates  in  these  complaints.  That  criticism  was 
based  on  the  fact  that  Examiner  Woodrow  in  his  report  said,  "it 
was  impossible  to  foretell  the  extent  of  the  copra  and  palm 
kernel  industry,  and  it  was  exceedingly  doubtful  if  the  volume 
of  traffic  derived  therefrom  would  equal  that  of  cottonseed  prod- 
ucts." 

Mr.  Barnett  said  that  that  presupposed,  there  must  be  equal 
volume  of  tonnage  of  commodity  A  as  compared  with  commodity 
B,  for  illustration,  before  reasonable  and  lawful  rates  should  be 
established  on  commodity  A. 

"This  is  economically  unsound  and  his  suggestion  is  in- 
defensible," said  Mr.  Barnett.  "In  other  words,  he  suggests  that 
the  carriers,  before  according  to  shippers  of  copra  and  palm 
kernel  products  (or  any  other  commodity,  for  that  matter)  rea- 
sonable and  just  rates,  should  determine  with  certainty  that 
the  copra  and  palm  kernel  products  or  the  particular  commod- 
ity on  which  the  rate  is  requested,  should  equal  in  volume  of 
tonnage  some  other  commodity  of  similar  transportation  char- 
acteristics. The  examiner  arrives  at  this  conclusion  evidently 
on  the  theory  that  the  Commission,  in  its  original  decision, 
found  the  rates  charged  to  be  unjust  and  unreasonable,  because 
they  exceed  the  rates  on  cottonseed  products.  The  Commission 
did  not  say  the  rates  charged  were  unreasonable  and  unjust 
'because'  they  exceeded  the  cottonseed  products  rates.  The 
language  of  the  Commission  is  very  plain,  to  wit:  *  *  'The 

rates  charged  were  unjust  and  unreasonable  to  the  extent  they 
exceeded  the  rates  contemporaneously  applicable  on  similar 
products  of  cottonseed.'  " 

These  are  the  cases  in  which  Examiner  Woodrow  spoke  of 
traffic  reprisals,  threatened,  he  said,  by  letters  shown  in  the  rec- 
ord. He  said  the  threats,  while  not  illegal  (or  words  to  that 
effect)  were  subject  to  criticism.  In  regard  to  that,  Mr.  Barnett 
said: 

"On  sheet  19,  the  examiner  injects  matter  wliich  has  nothing 
whatever  to  do  with  the  issues  in  these  consolidated  cases.  The 
fact  that  complainant  endeavored  to  collect,  without  further 
litigation  and  expense  to  it,  "an  award  of  damages,  determined 
as  due  it  by  a  tribunal  which  is  duly  constituted  by  Congress 
to  make  such  awards,  has  nothing  whatever  to  do  with  the 
reasonable  or  unreasonable  rate,  and  is  simply  another  attempt 
on  the  part  of  the  Director-General  to  becloud  the  real  issue. 
He  has  failed  in  his  purpose.  The  letters  referred  to  are  a  part 
of  the  record  and  speak  for  themselves." 


OIL   REPARATION   CASES 

The  Traffic  World  Washington  Bureau 

In  comments  in  the  nature  of  exception  to  Examiner  Wood- 
row's  proposed  report  in  dockets  numbers  10405  et  al.,  Southport 
Mill,  Limited,  vs.  Director-General,  as  agent,  et  al.,  Stewart  R. 
Barnett,  traffic  manager  for  the  complainant,  said  the  latter  ex- 
cepted  "to  Examiner  Woodrow's  report  in  toto,  and  respectfully 
requests  the  Commission  to  overrule  it  and  reaffirm  the  original 
decision  in  55  I.  C.  C.  154-162." 

"Examiner  Woodrow,"  continued  Mr.  Barnett,  "presents 
nothing  which  was  not  already  before  and  which  had  not  already 
ben  passed  upon  by  the  Commission  in  Examiner  Eddy's  report, 
which  was  served  July  24,  1919,  which  latter  report  was  over- 
ruled by  the  Commission  for  cogent  reason,  as  set  forth  in  the 
decision.  These  same  cogent  reasons  exist  today  and  justify  a 
similar  conclusion  by  the  Commission." 

These  are  the  cases  in  which  the  reasonableness  of  the  rates 
on  the  products  of  copra  and  palm  kernels  are  under  attack. 
The  Commission,  in  the  prior  decision,  held  them  to  have  been 
unreasonable  and  this  phase  of  the  subject  has  arisen  because 
the  Commission  reopened  the  case  for  further  testimony  and 
argument.  In  his  exceptions  to  Examiner  Woodrow's  report, 
Mr.  Barnett  said  that  the  examiner's  report  indicated  that  he 
was  unfamiliar  with  the  rate  structure  involved  in  these  com- 


CAR  LOCATION  FIGURES 

The  per  cent  of  home  cars  on  home  roads  on  November  1 
was  62  per  cent  for  the  country  as  a  whole,  according  to  the 
car  service  division  of  the  American  Railway  Association.  In 
the  eastern  district  it  was  54.5  per  cent;  in  the  Allegheny  dis- 
trict, 68.9  per  cent;  in  the  Pocahontas  district,  65.6  per  cent; 
in  the  Southern  district,  61.2  per  cent;  and  in  the  Western 
district,  63.4  per  cent. 

The  semi-monthly  bulletin  of  percentages  of  freight  cars  on 
line  to  ownership  as  of  November  1  showed  the  following: 
Eastern  district,  98.5  per  cent,  as  against  96.8  a  year  ago;  Alle- 
gheny district,  98.8  per  cent,  as  against  100  per  cent  a  year  ago; 
Pocahontas  district,  84.1  per  cent,  as  against  75.8  a  year  ago; 
Southern  district,  97.1  per  cent,  as  against  89.7  a  year  ago;  and 
the  Western  district,  100.1  per  cent,  as  against  100.2  a  year  ago. 
Canadian  lines,  94.3  per  cent,  as  against  96.6  per  cent  a  year  ago. 


SEPTEMBER  CAR  MOVEMENT  STATISTICS 
Car-miles  per  day  averaged  23.8  miles  in  September,  as 
against  22.7  miles  in  August  and  28.1  in  September  last  year, 
according  to  statistics  compiled  by  the  Bureau  of  Railway  Eco- 
nomics. Tons  per  car  averaged  27.1  tons  in  September,  as 
against  27.4  in  August  and  30  tons  in  September  last  year.  The 
percentage  of  unserviceable  cars  was  15.4  per  cent  in  September, 
as  against  the  same  percentage  in  August  and  7.2  in  September 
last  year.  The  per  cent  of  loaded  to  total  car-miles  was  65.2 
in  September,  as  against  64.3  in  August  and  67  in  September  a 
year  ago.  The  percentage  of  unserviceable  locomotives  was  23.3 
in  September,  as  against  23.5  in  August  and  23.3  in  September  a 
year  ago. 


PETITION    FOR   CONSTRUCTION 

The  Osage  Railway  Company  has  applied  to  the  Commission 
for  authority  to  construct  about  11  miles  of  railroad  from  For- 
aker,  Okla.,  to  the  Osage  County  oil  field  in  Oklahoma. 
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CRUDE   OIL   MINIMUM 
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Arguments  were  heard  November  21  on  No.  11512,  Brundred 
Brothers  vs.  Prairie  Pipe  Line  Company  et  a!.,  the  case  in  which 
i lie  complainants  alleged  that  a  minimum  of  100,000  barrels  of 
crude  oil  is  unreasonable  and  otherwise  unlawful,  because  It 
lends  to  exclude  comparatively  small  shippers  of  oil  from  the 
use  of  the  facilities  of  the  pipe  lines,  which,  In  1914,  were  held 
to  be  common  carriers  subject  to  regulation  by  the  Commission. 
The  complainants  asked  for  a  minimum  of  2,000  barrels.  The 
r\;iminer,  In  his  tentative  report,  recommended  that  they  have 
a  minimum  of  10,000.  The  transportation  involved  is  from  Okla- 
homa to  refineries  in  western  Pennsylvania. 

Edgar  E.  Clark  made  his  first  appearance  as  a  practitioner 
before  the  Commission  in  this  case,  having  been  retained  by 
the  respondent  pipe  line  companies,  all  of  which  are  included 
in  what  is  known  as  the  Standard  Oil  group.  Mr.  Clark  went 
over  the  whole  case  for  the  pipe  line  companies  in  support  of 
their  contention  that  a  large  minimum  must  be  maintained  to 
assure  the  financing  of  the  assembling  lines,  and  the  transmis- 
sion of  the  oil  with  the  minimum  of  contamination. 

Alfred  G.  Hagerty  made  the  argument  in  behalf  of  the  com- 
plainants. Their  contention  is  that  the  high  minimum  is  kept 
in  so  as  to  shut  out  the  small  shipper  and  practically  confine 
the  use  of  the  pipe  lines  to  the  Standard  group  of  companies 
or  to  non-Standard  companies  of  a  size  that  the  Standard  is 
willing  to  have  regarded  as  being  properly  in  the  oil  business. 
In  concluding  his  argument  he  asked  the  Commission  to  pre- 
scribe a  minimum  that,  will  make  it  possible  for  the  smaller 
refiners  to  obtain  crude  from  producers  prepared  to  sell  In 
comparatively  small  quantities.  He  said  that  while  the  respond- 
ents had  said  the  high  minimum  was  maintained  for  certain 
reasons,  such  reasons  never  prevented  the  extension  of  the  pipe 
line,  which  was  always  made  wherever  the  Prairie  Gas  &  Oil 
Company  desired  it  to  be  made,  regardless  of  whether  the  con- 
ditions were  or  were  not  such  as  would  have  had  to  be  present 
before  an  extension  could  be  procured  for  other  shippers. 

The  arguments  proceeded  along  the  same  lines  that  were 
used  while  the  case  was  on  hearing.  There  was  argument  on 
practically  every  question  that  was  asked  in  that  hearing.  Frank 
Lyon,  H.  D.  Bushnell  and  F.  J.  Flannelly  appeared  for  the  Prairie 
Company  as  they  had  at  the  hearings. 


NEBRASKA  RAILROAD  EXTENSION 

The  Traffic  World  Washington  Bureau 

A  one-sided  argument  was  made  November  21  on  No.  11558, 
Ezra  W.  Cooke  vs.  Chicago,  Burlington  &  Quincy,  in  which  the 
complainant  has  asked  the  Commission  to  order  the  Burlington 
to  build  a  thirty-two-mile  extension  of  its  railroad  from  Ericson, 
Neb.,  to  Chambers,  Neb.,  under  the  authority  granted  it  in 
paragraph  21  of  the  first  section  of  the  interstate  commerce 
act.  The  extension,  it  has  been  estimated  by  the  Burlington, 
would  cost  about  $1,100,000,  including  $70,000  to  be  paid  by  it  for 
the  right-of-way,  ninety  per  cent  of  which,  the  complainant 
said,  would  be  furnished  the  Burlington  without  cost  to  it. 

Bruce  Scott  and  Kenneth  Burgess  appeared  for  the  Bur- 
lington. Cooke  and  his  associates  were  not  present  either  in 
person  or  by  attorney.  The  examiner  who  heard  their  testi- 
mony reported  that,  in  his  opinion,  the  public  interest  did  not 
call  for  an  extension  of  the  line.  They  asked  to  be  heard  both 
on  the  facts  and  on  the  law. 

On  the  facts  Mr.  Burgess  said  it  would  not  be  reasonable 
for  the  Commission  to  require  the  extension,  first,  because 
there  is  not  enough  business  in  sight  to  warrant  the  construc- 
tion; and  second  because  if  the  public  interest  requires  a  short 
line  from  Chambers  to  Omaha,  the  Union  Pacific  or  the  Chi- 
cago &  North  Western  can  provide  lines  much  shorter  than 
would  be  provided  by  the  proposed  extension  of  the  rails  of 
the  Burlington. 

"You  think  we  should  order  the  North  Western  to  extend 
Its  lines?"  asked  Commissioner  Potter,  with  a  bland  smile. 
Mr.  Burgess  said  he  had  not  come  to  a  conclusion  on  that 
point,  but  was  merely  pointing  out  that  if  the  public  interest 
requires  a  short  line  to  Omaha,  the  North  Western  can  provide 
a  shorter  line  with  less  new  construction. 

Mr.  Scott  said  that  in  his  estimation  the  paragraph  is 
unconstitutional  because  it  proposes  that  the  Commission  shall 
issue  an  order,  assuming  that  the  public  interest  required  an 
extension,  providing  for  the  taking  of  private  property  without 
compensation;  also  because  of  its  vagueness.  He  went  into 
an  extended  review  of  the  cases  which  have  a  bearing  on  the 
subject,  admitting  that  under  the  power  to  regulate  commerce 
the  Commission  could  require  a  rounding  out  of  the  facilities 
of  a  particular  company  so  as  to  perform  the  duties  it  held 
itself  out  to  perform,  but  not  the  making  of  new  investment. 

"Would  you  say  that  it  was  unconstitutional  if  it  could  be 
shown  that  the  return  would  be  twenty  per  cent  on  the  invest- 
ment?" asked  Mr.  Potter. 

"The  logic  of  my  argument,  if  it  has  any,  would  go  to  that 
extent,"  said  Mr.  Scott.  "An  order  would  require  us  to  take 


the  money  out  of  surplun,  If  any  railroad  now  has  a  surpltiB,  or 
obtain  In  some  other  way,  without  making  a  definite  method 
for  relmburlng  us." 

In  a  colloquy  with  Mr.  Totter  Mr.  Scott  admitted  that  It 
might  not  be  necessary  to  hold  the  paragraph  unconstitutional 
if  it  be  admitted  that  It  would  be  unreasonable,  and  therefore 
Illegal,  for  the  Commission  to  require  an  extension  under  the 
facts  In  this  case. 


PARCEL  POST  SPECIAL  DELIVERY 

Tht  Traffic  World  Washington  Bureau 

The  House  committee  on  post  offices  and  post  roads  has 
recommended  to  the  House  passage  of  a  bill  (H.  R.  8441)  grant- 
ing authority  to  the  Postmaster-General  to  restrict  the  applica- 
tion of  a  special-delivery  stamp  or  equivalent  stamps  and  the 
special  service  thereunder  to  mail  matter  of  the  first  class. 

The  bill  strikes  at  the  practice  of  users  of  parcel  post  of 
placing  special-delivery  stamps  on  packages  to  exedlte  delivery. 

Postmaster-General  Hays,  in  a  letter  to  the  committee,  said: 

Under  existing  law  a  special-delivery  stamp,  or  10  cents'  worth  of 
ordinary  stamps,  and  the  words  "Special  delivery,"  written  on  the 
article  in  addition  to  the  ordinary  postage,  when  attached  to  any  mail- 
able  matter,  entitles  the  article  to  the  special-delivery  service  at 
offices  where  such  service  has  been  established.  H  is  found  to  be  the 
practice  with  many  large  users  of  parcel  post  to  use  a  special- 
delivery  stamp  on  practically  every  piece  of  parcel-post  matter  de- 
posited in  the  mails. 

The  volume  of  matter  carrying  special-delivery  stamps  is  so  great 
that  it  is  physically  impossible  to  give  it  separate  treatment  and  more 
expeditious  handling  than  the  ordinary  mail  matter.  Complaints  are 
received  daily  because  this  special  treatment  is  not  accorded  all 
matter  bearing  such  stamps.  The  department  is  placed  in  the  posi- 
tion of  accepting  the  fee  for  special-delivery  service  and  being  unable 
to  always  render  it. 


TELEPHONE  REVENUES 

The  Traffic  World  Washington  Bureau 

The  operating  income  of  large  telephone  companies  was 
$8,490,719  in  August,  as  against  $5,542,350  in  August,  1920,  and 
$70,755,730  for  the  eight  months  ended  with  August,  as  against 
$52,912,147  in  the  same  period  of  1920,  according  to  compilations 
made  from  reports  to  the  Commission  by  the  Bureau  of  Statistics. 

Revenues  in  August  totaled  $45,162,536,  as  against  $40,897,- 
045  in  August,  1920,  and  expenses  totaled  $33,266,416,  as  against 
$32,807,551  in  August,  1920. 

Revenues  in  the  eight  months  ended  with  August  totaled 
$354,543,331,  as  against  $318,453,947  in  the  same  period  of  1920, 
and  expenses  totaled  $257,948,672,  as  against  $244,011,529  in  the 
1920  period. 

The  ratio  of  expenses  to  revenues  dropped  from  80.22  in 
August,  1920,  to  73.66  in  August  this  year,  and  for  the  eight 
months  ended  with  August  from  76.62  in  the  1920  period  to 
72.76  in  the  1921  period. 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  our  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
!  l«r»ici  Corporation,  Colorado  Building,  Washington,  D.  C. 


Freight  Charges — Collection  of,  from  Consignee 
Wisconsin. — Question:  Under  date  of  August  31,  1918,  we 
shipped  a  carload  of  beer  to  Mr.  S.,  Yates,  Mont.,  which  was 
billed  out  by  us  at  a  weight  of  40,085  pounds,  and,  as  we  belong 
to  the  Western  Weighing  &  Inspection  Bureau,  the  railroad 
company  had  accepted  this  weight  under  our  agreement  stamp. 
When  a  representative  of  the  Western  Weighing  &  Inspection 
Bureau  checked  our  records,  he  found  that  we  had  made  a 
mistake  in  the  weight  of  this  car,  and  that  the  correct  weight 
should  have  been  45,305  pounds.  When  we  received  the  under- 
charge correction  from  the  Western  Weighing  &  Inspection 
Bureau,  we  notified  our  customer  to  send  us  his  check  for  $49.20, 
but  we  received  no  reply  to  our  letter.  We  learned  that  Mr.  S. 
had  sold  out  his  business  at  Yates,  Mont.,  and  moved  to  Sheri- 
dan, Wyo.,  so  we  addressed  several  letters  to  him  at  that  place, 
but  the  result  was  that  we  could  not  get  a  reply  from  him.  We 
then  asked  the  Western  Weighing  &  Inspection  Bureau  to  have 
their  representative  call  on  Mr.  S.  personally,  and  the  best  in- 
formation he  was  able  to  secure  was  that  this  party  was  in 
Sheridan  a  few  days  before  his  arrival,  but  that  he  could  not 
be  found,  and  further  inquiry  brought  out  the  fact  that  Mr.  g. 
is  now  doing  odd  jobs  as  a  laborer,  that  his  financial  condition 
is  poor,  he  having  practically  nothing.  The  Western  Weighing 
&  Inspection  Bureau  did  not  present  this  bill  to  us  before  May 
26,  1919,  which  was  almost  a  year  after  the  shipment  had  moved, 
and  our  contention  is  that  had  they  presented  this  bill  to  us 
shortly  after  the  car  moved,  we  would  have  then  been  in  posi- 
tion to  get  this  amount  of  $49.20  from  the  consignee  before 
he  discontinued  doing  business  with  us,  but  as  the  matter  now 
stands,  we  will  be  obliged  to  pay  this  amount  without  obtaining 
any  redress.  We  would,  therefore,  be  pleased  to  hear  from  you 
as  to  whether  any  decision  has  been  rendered  on  a  matter  of 
this  kind,  which  might  enlighten  us  as  to  who  really  would  be 
liable  for  this  undercharge. 

Answer:  The  law  imposes  upon  the  carrier  the  duty  of 
collecting  all  of  the  lawful  charges  and  the  decisions  of  the 
courts  hold  that  the  carrier  may  collect  an  undercharge  from 
the  consignor,  even  though  a  part  of  the  charges  were  collected 
from  the  consignee.  See  Pennsylvania  R.  R.  vs.  Reifel,  154 
N.  Y.  S.  203;  Coal  &  Coke  Ry.  vs.  Buckhannon  River  Coal  & 
Coke  Co.,  87  S.  E.  376;  Pennsylvania  R.  R.  vs.  Mogi,  128  N.  Y.  S. 
643.  The  fact  that  the  carrier  has  postponed  collection  of  the 
undercharge  does  not  relieve  him  of  his  legal  duty  and  it  is  no 
defense  for  the  consignor  to  say  that  the  action  should  have 
been  brought  within  a  reasonable  time,  so  long  as  the  carrier 
has  brought  the  action  within  the  period  prescribed  by  the  state 
statute  of  limitations. 

Damages — Liability  of  Carrier  for 

Illinois. — Question:  Nearly  a  year  ago  we  received  a  con- 
signment of  sugar  which  we  bought  in  New  York  and  which 
had  been  handled  very  roughly  in  its  previous  trip  to  New  York. 
The  shipment  was  forwarded  from  New  York  via  boat  line  to 
Chicago,  and  upon  its  arrival  we  found  that  there  was  a  shortage 
of  about  24,000  pounds,  and  we  accordingly  filed  claim  against 
the  transportation  company,  and  after  four  or  five  months  in- 
vestigation they  returned  the  claim  to  us  and  declined  claim 
on  the  ground  that,  at  the  time  the  bill  of  lading  was  signed, 
they  had  placed  exceptions  on  the  bill  of  lading  showing  that 
the  bags  were  more  or  less  full  of  holes  and  torn. 

In  declining  the  claim  they  stated  that  their  investigations 
had  developed  the  fact  that,  at  the  time  the  goods  were  deliv- 
ered to  the  carrier,  they  were  not  in  good  condition,  and,  there- 
fore, they  placed  these  notations  on  the  bill  of  lading.  Ship- 
ment came  forward  to  Chicago  in  two  boatloads.  We  have 
taken  the  matter  up  with  our  agents  in  New  York  who  for- 
warded this  shipment,  and  they  advised  that,  even  though  the 
bags  had  shown  signs  of  having  holes  in  same,  they  had  been 
recoopered,  and  we  would  greatly  appreciate  it  if  you  would 
advise  us  whether  or  not  the  carrier  was  in  the  right  in  declining 
the  claim  or  any  part  of  the  claim,  due  to  the  fact  that  these 
notations  were  on  the  bill  of  lading,  and,  if  possible,  kindly 
quote  us  a  decision  covering  same.  The  only  way  we  can 
arrive  at  the  loss  is  to  check  the  New  York  weighers'  weight 
against  the  weights  on  the  shipment  received  at  Chicago,  as 


the  number  of  bags  received  checked  short  on  account  of  the 
original  bags  billed,  while  the  bags  of  sweepings  received 
checked  over  the  amount  billed.  If  we  should  prove  that  this 
shipment  was  delivered  to  the  carrier  in  good  condition,  that 
is,  bags  were  not  leaking  or  torn,  the  holes  having  been  patched 
and  the  bags  having  been  recoopered,  would  we  have  any  further 
basis  for  holding  the  carrier? 

Answer:  The  general  rule,  with  certain  exceptions,  is  that 
when  a  common  carrier  receives  goods  for  transportation  it 
becomes  an  insurer  thereof  against  loss  or  injury.  One  of  the 
exceptions  arises  where  the  injuries  are  due  to  the  improper 
packing  of  the  shipper.  Many  decisions  apparently  hold,  without 
qualification,  that  the  full  duty  of  the  carrier  is  simply  to  carry 
goods  in  the  condition  in  which  they  are  offered,  and  that,  where 
goods  tendered  are  insufficiently  packed  the  carrier  is  not  liable 
for  loss  or  injury  due  to  such  defect,  whether  the  defect  in  the 
packing  is  latent  or  not.  There  are,  however,  many  decisions 
which  hold  that  the  carrier  being  entitled  to  reject  defectively 
packed  goods  tendered  for  shipment,  if  it  accepts  for  transporta- 
tion goods  which  it  knows  are  defectively  packed,  or  which  by 
the  exercise  of  reasonable  care  it  could  have  observed  were  de- 
fectively packed,  it  assume  to  carry  the  goods  as  they  are,  and 
its  common  law  liability  as  carrier  attaches,  and  is  subject  to 
all  the  liabilities  usually  attaching  to  an  ordinary  shipment  of 
the  same  character. 

In  Northwestern  Marble  and  Tile  Co.  vs.  Williams,  151  N.  W. 
419,  it  is  said  that  the  better  rule  seems  to  be  that  where  the 
carrier  receives  the  shipment,  knowing  it  to  be  defectively 
packed,  he  assumes  to  carry  the  goods  as  they  are,  and  the  full 
common  law  liability  attaches.  The  fact  that  the  bill  of  lading 
bore  the  notation  of  the  alleged  defective  packing  does  not  affect 
your  rights,  because  the  bill  of  lading,  as  a  receipt  for  the  goods, 
may  be  varied  or  altered  by  parol  evidence.  Consequently,  if 
you  can  prove  that  the  bags  were  in  good  condition  at  the  time 
of  delivery  to  the  carrier,  he  can  be  held  liable,  notwithstanding 
the  recitals  in  the  bill  of  lading. 

Damages — Measure  of 

Illinois. — Question:  Referring  to  your  answer  on  page  496 
of  The  Traffic  World  of  September  11,  1920,  to  "Texas,"  I  note 
you  do  not  state  whether  or  not  the  market  value  of  the  lost 
shipment  upon  arrival  at  destination  is  the  carload  market  value 
or  the  less-than-carload  market  value.  I  have  been  having  quite 
a  few  claims  with  the  carriers,  in  which  our  company  filed 
claim  for  the  market  value  of  the  shipment.  The  carriers  have 
taken  exception  to  the  charge  which  we  made,  stating  that  the 
McCaull-Dinsmore  decision  applied  only  to  grain  moving  in  car- 
load quantities.  Kindly  give  me  your  views  and  authorities. 

Answer:  There  is  nothing  in  the  McCaull-Dinsmore  decision 
to  show  that  it  is  limited  in  its  application  to  grain  moving  in 
carload  quantities.  As  a  matter  of  fact,  the  destination  value, 
upon  which  recovery  was  based  therein,  is  that  fixed  by  the 
common  law  rule  as  the  basis  of  recovery,  which  rule  the  car- 
riers attempted  to  set  aside  by  the  stipulation  formerly  carried 
in  the  uniform  bill  of  lading  to  the  effect  that  the  amount  of 
any  loss  or  damage  for  which  a  carrier  should  be  liable  was  to 
be  computed  on  the  basis  of  the  value  of  the  property  at  the 
place  and  time  of  shipment. 

The  proper  basis  for  your  claim  is,  in  our  opinion,  the  amount 
you  would  have  received  for  the  goods,  either  as  a  carload  or 
as  a  part  of  a  carload,  depending  upon  whether  the  whole  or 
only  a  part  thereof  are  lost  or  damaged,  and  not  what  the  goods 
could  have  been  sold  for  by  the  jobber  or  retailer.  If  there  is 
an  established  market  value  at  destination  for  the  goods  in  the 
quantity  for  which  the  claim  is  filed,  this  value  should  be  used, 
otherwise,  the  fair  and  reasonable  value  of  the  goods,  is  the 
proper  basis  of  your  claim. 

Interstate  vs.  Intrastate  Traffic 

Georgia. — Question:  Kindly  advise  if  you  know  of  any  rul- 
ing of  the  Interstate  Commerce  Commission,  authorizing  shippers 
to  consign  shipments  to  distributing  points  at  interstate  rates 
and  reshipping  at  intrastate  rates.  In  other  words,  shipments 
of  iron  or  steel  moving  from  Birmingham,  Ala.,  to  Brunswick, 
Ga.,  moves  on  an  interstate  rate,  and  this  factor  used  in  con- 
nection with  the  Georgia  intrastate  rate  from  Brunswick  to  Val- 
dosta  will  yield  a  lesser  rate  than  the  through  published  rate 
from  Birmingham  to  Valdosta.  The  shipments  are  consigned  to 
a  forwarding  agent  at  Brunswick  and  reshipped  in  his  name  to 
the  ultimate  consumer  at  Valdosta;  however,  the  identity  of  the 
freight  remains  unchanged. 

If  you  know  of  any  ruling  of  the  Commission  permitting  this 
practice,  I  will  appreciate  your  advising  me. 

Answer:  Under  the  decisions  of  both  the  Interstate  Com- 
merce Commission  and  the  courts  it  is  unlawful  for  shippers  to 
bill  shipments  to  a  point  in  one  state  and  then  to  rebill  such 
shipments  to  a  point  in  another  state  or  to  bill  shipments  from 
a  point  in  one  state  to  a  point  in  another  state  and  to  rebill 
shipments  to  a  point  in  the  same  state  for  the  sole  purpose  of 
defeating  the  lawfully  published  interstate  rate.  Kanotex  Case, 
34  I.  C.  C.  271,  and  46  I.  C.  C.  495;  T.  &  N.  O.  R.  Co.  vs.  Sabine 
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Tram  Co.,  227  U.  S.  Ill;  C.  M.  &  St.  P.  Ry.  Co.  VB.  Iowa,  233 
U.   S.  634. 

The  trouble  comes  in  applying  this  principle  to  a  given  state 
of  facts,  that  Is,  In  determining  whether  or  not,  under  certain 
circumstances,  the  subsequent  movement  Is  an  Intrastate  move- 
ment as  distinguished  from  an  interstate  movement. 
Jurisdiction  of  the  Interstate  Commerce  Commission  Over  Car- 
riers by  Water 

Washington. — Question:     A    shipment    is    lost    moving    via 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type:  payable  In  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD,  418  South  Market  Street.  Chicago.  111. 

WANTED — Hard  boiled  rate  clerks.  Do  not  answer  unless  you  are 
satisfied  you  can  make  good,  as  we  want  only  rate  men  who  can  audit 
freight  bills  and  catch  all  the  overcharges.  Address  Freight  Audit 
Company.  1018  Wabash  Ave.,  Chicago. 

POSITION  WANTED — Industrial  or  commercial  traffic  department. 
Fifteen  years'  local  freight  office,  large  trunk  line;  five  years'  indus- 
trial traffic  experience.  Open  for  immediate  engagement;  reasonable 
salary:  age  40;  married.  D.  A.  N.  401,  Traffic  World.  Chicago. 

POSITION  WANTED— By  traffic  man,  age  29.  Nine  years'  rail- 
way and  three  years'  industrial  traffic  experience,  clerical  and  execu- 
tive. General  knowledge  freight  rates.  United  States  and  Canada. 
Capable  of  instituting  and  managing  industrial  or  short  line  railway 
traffic  department.  Greater  regard  for  future  than  initial  salary.  High 
jjrade  references.  Address  G.  F.  A.,  care  Traffic  World,  Chicago. 

POSITION  WANTED — I  want  to  tie  up  permanently  with  some 
well  established  company  that  has  real  traffic  or  transportation  trou- 
bles and  appreciates  the  necessity  of  having  them  handled  effectively. 
Have  had  twenty  years'  experience  in  all  branches  from  rate  quota- 
tions to  formal  cases  before  the  Commission.  An  unusually  broad 
general  business  training  will  enable  me  to  also  handle  other  depart- 
ments If  traffic  matters  will  not  require  full  time.  Will  furnish  satis- 
factory evidence  of  real  exectuive  ability.  Address  J.  C.  P.,  care  of 
Traffic  World.  Chicago. 

FOR  SALE — Several  thousand  No.  1  6x8 — 8  ft.  oak  railroad  cross 
ties.  Can  also  furnish  oak  switch  ties  and  crossing  plank  to  order. 
Have  three  mills  in  operation.  L,.  E.  Pearson,  P.  O.  Box  315,  South 
Bend,  Ind. 


PASSENGER 

and  FREIGHT 
STEAMERS 


NEW  ORLEANS-EUROPE 

MEXICO 

Corunna,    Santander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from  New  Orleans 

S.  S.  Frisia December  2nd 

S.  S.  Hollandia December  30th 

S.  S.  Zeelandia January  13th 

First,  second  and  third  class 

Sailings  every  three  weeks  there* 
after.  Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Agents, 

630  Common  Street,     New  Orleans,  La. 


THREE  STAR  LINE 

(St6.  les  Affrfteurs  R6unis) 

REGULAR    FREIGHT   SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangier*,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agenf  :   M.  E.  Kien.ppel,   142  So.  Clark  St. 

Philadelphia  Afentt  Earn  Line,  Bullltt  Building 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 


New  York 

Boston 

Philadelphia 


Galveston 


Portland,  Me. 

Montreal 

Baltimore 


London 
Liverpool 
Manchester 
Glasgow 


TO 
Antwerp 
Hamburg 
Danzig 
Gibraltar 


Avonmouth 


Norfolk 
Mobile 
New  Orleans 
Brunswick 

Genoa 

Southampton 
Australia  and 
New  Zealand 
Naples 


INTERNATIONAL   MERCANTILE 
MARINE   COMPANY 

A.  C.  Fetterolf.  Freight  Traffic  Manager 
OFFICES 


New  York.  1 1  Broadway 
Boston,  84  Stat»  St. 
Montreal,  McGill  Bldg. 
Philadelphia.  Bourse  Bldg. 
Baltimore.  Chamber  of  Commerce 
Chicago.  327  So.  La  Salle  St. 
Toronto,  1008  Royal  Bank  Bldg. 

Portland,  Me., 


New  Orleans.  Hlbernla  Bank  Bldg. 
Galveston,  Cotton  Exchange  Bldg. 
Norfolk,  Flatlron  Bldg. 
Minneapolis.  Metropolitan  Life  Bldg. 
Houston,  Cotton  Exchange  Bldg. 
St.  Louis.  Cor.  llth  and  Locust  Sti. 
Mobile.  Ala.,  Mobile  Llneri 
I  India  St. 


San  Francisco  Warehouse  Co.,  s»  F?«S5£ 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 
Write  us  with  reference  to  your  San  Francisco  business. 


Do    Decreased    Freight  Shipping  Costs  Interest  You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 

Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston     Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg..  Cleveland  Van  Nuys  Bldg.,  Los  Angeles      13th  and  Kearney  Sts     Portland  Ore. 

Kllicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati    Monadnock  Bldg.,  San  Francisco     Alaska  Bldg.,  Seattle  Wrilt  Uu  Neorttt  Ogut 
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coastwise  steamer  line,  who  issue  regular  tariffs  carrying  I.  C.  C. 
number  as  well  as  Shipping  Board  number. 

Do  the  provisions  of  the  Cummins  amendment  to  the  i 
state  commerce  act  apply?  The  steamship  company  claim  they 
do  not  and  point  to  the  limitation  of  liability  clause  m  their  bill 
of  lading.  If  this  is  a  fact,  in  all  justice,  it  is  about  time  the 
Interstate  Commerce  Commission  was  given  jurisdiction  over 
steamer  lines  operating  in  direct  competition  with  the  rail  car- 
riers who  have  to  apply  somewhere  near  the  same  rates  as  then 
water  competitors  or  lose  the  business.  Can  you  enlighten  us? 
Answer-  Under  the  interstate  commerce  act  the  Interstate 
Commerce  Commission  has  jurisdiction  over  carriers  by  water 
only  to  the  extent  that  they  join  in  through  rates  in  connection 
with  rail  lines,  except  as  to  certain  lines  such  as  the  Morgan 
Line  which  lines  are  subject  to  the  jurisdiction  of  the  Commis- 
sion '  under  paragraph  11  of  section  5  of  the  interstate  commerce 
act  by  reason  of  their  being  railroad  owned  and  controlled  lines. 
'  The  provisions  of  the  Cummins  amendment,  namely,  section 
20  of  the  act,  do  not  govern  the  liability  of  carriers  by  water 
in  the  port-to-port  transportation  of  freight. 

Liability  of  Carrier  for  Customs  Delay 

New  York.— Question:  Kindly  advise  the  liability  of  steam- 
ship companies  for  delay  in  delivering  merchandise  intrusted  to 
their  care  for  shipment  from  one  point  to  another,  and  what 
recourse  can  be  had  where  the  delay,  as  intimated  by  the  car- 
riers, is  by  reason  of  the  customs  authorities'  failure  to  release 
the  shipment. 

To  be  more  specific — shipment  was  forwarded  to  a  port  in 
Columbia  on  a  through  bill  of  lading  to  a  city  in  the  interior, 
only  a  few  miles  from  the  port,  however.  Before  the  steamship 
company  can  deliver  to  ultimate  destination,  the  merchandise 
must  pass  through  custom  house  at  the  port  and,  when  release 
is  obtained,  they  are  then  forwarded  to  destination. 

Is  it  the  duty  of  the  carrier  to  follow  up  the  shipment  while 
in  the  custom  house  so  that  delivery  may  be  made  within  a 
reasonable  time,  or  are  they  absolved  from  responsibility  when 
they  have  delivered  the  goods  to  the  port  and  the  customs  au- 
thorities interrupt  the  movement  to  ultimate  destination,  for 
which  a  through  bill  of  lading  has  been  issued? 

Answer:  Where  the  contract  is  that  the  shipowner  wil 
deliver  to  another  carrier  that  the  goods  may  be  reforwarded 
to  a  further  destination,  his  responsibility  in  the  matter  will 
not  generally  be  terminated  when  the  goods  leave  the  ship. 
It  is  a  frequent  practice  to  issue  through  bills  of  lading,  provid- 
ing for  a  transit  partly  by  sea  and  partly  by  railway.  The  con- 
tracts thus  made  vary  in  character,  and  the  liability  of  the  ship- 
owner depends  upon  the  terms  used;  but  if  the  bill  of  lading 
stales  that  the  goods  shall  be  forwarded  from  the  port  at  which 
the  shipowner  is  to  deliver  them,  he  binds  himself  to  do  what 
is  necessary  for  that  purpose,  by  contracting  with  the  railway 
company  and  by  delivering  the  goods  to  them  to  be  forwarded. 
Smith  vs.  Booth,  122  Fed.  626. 

As  to  the  duty  and  liability  of  the  carrier  when  goods  are 
detained  by  customs  officials,  section  755  of  Hutchinson  on  Car- 
riers provides:  "The  parties  to  the  contract  of  carriage  must 
be  presumed  to  have  contracted  with  the  common  knowledge  of 
the  necessity  for  customs  detention  and  inspection,  and  the 
burden  is  on  the  shipper  to  make  provision  for  the  passage  of 
his  property  beyond  the  borders  of  the  foreign  territory,  if  non- 
dutiable.  The  carrier  is  wholly  powerless  to  prevent  its  seizure 
and  detention  and  he  cannot  be  held  liable  for  its  destruction, 
either  in  transit  or  at  the  place  of  destination,  while  in  t 
possession  of  customs  house  officials,  by  a  fire  which  he  did 
not  occasion,  and  which  he  could  not,  by  any  possible  act  of 
diligence,  have  prevented.  But  when  the  governmental  power 
prevents  the  carriage  of  the  goods  to  their  destination  until 
the  duties  are  paid,  it  is  the  carrier's  duty  to  take  all  practicable 
means  to  notify  the  consignees,  and,  failing  in  that,  to  notify 
the  shippers  of  the  situation.  Meanwhile  the  carrier  is  at  liberty 
to  turn  the  goods  over  to  the  customs  officers,  or  to  store  them 
in  a  suitable  and  reasonably  safe  place.  If  he  fails  in  that  duty 
and  damage  results,  he  will  be  liable  for  such  damage." 

We  do  not  locate  any  decision  passing  upon  the  liability  of 
a  steamship  for  delay  in  the  transportation  of  a  shipment  mov- 
ing on  a  through  bill  of  lading  by  water  and  rail  to  a  point  in 
the  interior  of  a  foreign  country,  by  reason  of  customs  delay, 
but  we  are  of  the  opinion  that,  if  the  delay  was  in  any  way 
due  to  the  negligence  of  the  water  carrier,  either  in  failing  to 
make  proper  entry  of  the  shipment  or  in  failing  to  promptly 
advise  the  shipper  or  consignee  of  some  requirement  necessary 
to  the  release  of  the  shipment  by  the  customs  officials,  the  car- 
rier could  be  held  liable  for  any  damage  resulting  from  the  un- 
reasonable delay,  but  not  for  delay  which  is  not  the  result  of 
negligence  on  its  part,  but  which  results  solely  from  the  action 
of  the  customs  officials  in  unnecessarily  delaying  the  shipment. 

Freight  Charges— Liability  of  Consignor  for 
Ohio. — Question:     On   October   4,   1917,   we   made   shipment 
and  the  railroads  ^ire  now  coming  back  for  freight  charges,  and 
we  would  like  to  know  whether  or  not  the  railroads  can  compel 
us  to  make  payment. 


Answer:  The  law  requires  the  carrier  to  collect  and  the 
party  legally  responsible  to  pay  the  lawfully  established  rates. 
It  is  therefore  the  duty  of  carriers  to  exhaust  their  legal  reme- 
dies in  order  to  collect  their  charges  from  the  party  legally 
responsible  therefor.  It  is  held  by  the  weight  of  authority  that 
the  carrier  may  collect  freight  charges  from  either  the  consignor 
or  consignee,  and  an  undercharge  from  the  consignor,  even 
though  a  part  of  the  charges  were  collected  from  the  consignee. 
So  in  the  instant  case  the  carrier  may  hold  you  for  the  charges, 
provided  the  action  is  brought  within  the  period  of  limitation 
prescribed  by  the  statute  of  your  state. 

Liability  of  Carrier  for  Value  of  Delayed  Shipment 
Minnesota.— Question:    In  March,  1920,  we  made  a  shipment 
of  machinery   parts  to  one  of  our  agents  in  Kansas  which  we 
were  advised  had  not  been  received.     We  at  once  took  the  mat- 
ter up  with  the  railroad  company,  who  advised  us  they  had  i 
record   of  delivery.     We  thereupon   made  a   duplicate   shipment 
and  entered  a  claim  against  the  initial  carrier,  which  claim  was 
subsequently  paid.     Shortly  thereafter  we  discontinued  this  par- 
ticular agency  and  closed  our  account  with  them.     A  few  days 
ago  we  received  advice  from  the  line  with  whom  we  had  placea 
our  claim  indicating  that  the  first  shipment  had  been  delivered, 
with  the  request  that  we  refund  the  amount  paid  us. 
required  by  law  to  comply  with  this  request,  we  have  no  recourse 
but   to   stand   the   loss   ourselves,   as   this   particular   agency   1 
whom  the  first  and  also  the  second  shipments  were  made  is  i 
longer  in  business. 

Under  the  circumstances  as  we  have  related  them  are  we 
legally  obligated  to  refund  the  amount  paid  us  when  it  would 
seem  the  delivering  carrier  was  at  fault  in  not  advising  us  of 
delivery  of  the  first  shipment? 

Answer:     A  shipment,  however  long   delayed,   must  be   ac- 
cepted by  the  consignee.     The  shipment  does  not  belong  to  tl 
carrier  and  the  delay,  under  the  law,  does  not  constitute  a  coi 
version  of  the  goods  so  as  to  allow  suit  to  be  brought  by  t 
shipper  against  the  carrier  for  conversion. 

Therefore    as  under  this  rule,  a  carrier  is  justified  in  deli 
ering   a  delayed   shipment  to   the   consignee,  the   carrier  is   e 
titled    to   a   refund   of   the   amount   paid   you   for   the   shipment 
which  supposedly  had  been  lost.     Were  the  party  who  received 
the  shipment  still  your  agent,  you  would  have  no  claim  against 
the  carrier  for  the  value  of  the  shipment,  but  only  against 


The  fact  that  the  consignee  is  not  your  agent  at  the  present 
time  does  not  give  you  a  right  of  action  against  the  carrier    a 
you  still   have  a  right  of  action  against  the  consignee  I 
value  of  the  delayed  shipment. 

Damage — Proof  of 

Michigan.— Question:    Two   cars   of   oats   were    loaded    and 
shipped   to   "X."     Soon  after  their  arrival   they  were   inspected 
by  a  licensed  inspector  of  the  Board  of  Trade,  who  issued  in- 
spection  certificates,   both   carrying  the   notation   that   the   cars 
were  leaking.     Soon  after  the  cars  were  placed  at  elevators  and 
unloaded    and  a   considerable   shortage  developed  m  both, 
for  some  reason  or  other  both  the  inspector  and  the  consignee 
neglected  to  notify  the  carriers  of  the  fact  that  the  cars  were 
leaking     Claim  was  filed  for  this  shortage,  and  carrier  refuse 
to  pay  same,  first  stating  that  they  were  not  properly  notif 
of  the  cars  leaking,  and  then  state  that  the  cars  were  not    eak- 
ing.     In  your  opinion,  are  these  claims  valid  and  do  you  believe 
that  same  could  be  collected  in  the  courts? 

Answer:     The   statement    in    the  bill   of   lading   as   to   t 
weight  of  the  grain   received  for  transportation  is  prima  facie 
evidence    of    the    amount   received,    and    the    burden    is    on   t 
carrier  to  show  that  the  amount  stated  therein  was  not  received. 

Therefore,  if  the  shipper  shows  that  a  bill  of  lading  cal 
for  the  delivery  of  a  specified  amount  of  grain  at  destination, 
and    then   proves,   by   competent   evidence,   that   a   less   amount 
was  delivered,  the  presumption  arises  that  the  loss  was  caused 
by  the  negligence  of  the  carrier,  and  it  then  becomes  necessarj 
for  the  carrier  to  prove 'the  contrary  by  a  fair  preponderance  ot 
evidence.     See    Baker   vs.    H.    Dittlinger    Roller    Mills    Co.,    t 
S.  W.  798;    National   Elevator  Co.  vs.   Great  Northern  Ry.   Co., 
163  N.  W.  164. 

Damages — Measure   of 

Maine.— Question:  We  have  noted  with  interest  your  an- 
swer to  "Washington"  on  page  522  of  September  10  issue  of 
The  Traffic  World,  and  must  admit  that  we  are  as  much  as 
ever  confused  as  to  just  what  is  the  measure  of  damages  for 
which  a  claim  can  be  made  against  carriers. 

We  have  in  mind  an  instance  of  a  shipment  of  steel  ordered 
in  the  fall  of  1919  for  which  a  certain  price  was  agreed  upon, 
with  the  'understanding  that  the  steel  would  be  delivered  at  a 
specified  subsequent  date.  This  steel  moved  in  August,  1920, 
or  about  ten  months  from  the  date  that  the  contract  was  made, 
and,  due  to  railroad  negligence,  the  steel  was  delivered  to 
another  concern  who  had  no  interest  whatever  in  the  original 
transaction.  Claim  was  filed  with  the  delivering  carrier,  as 
specified  in  the  bill  of  lading  on  the  basis  of  the  destination 
market  value,  which  value  was  considerably  greater  than  the 
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REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment,  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St».  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 


OUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 

PORTLAND,  ME. 

BRISTOL 

GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 


Pacific  Mail  Steamship  Co. 


PASSENGERS  AND  FREIGHT 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports 
in  Salvador,  Nicaragua  and  Cuba. 

S.S.  Colombia  sails  from  San  Francisco  December  12th 
5.5.  Venezuela  sails  from  Baltimore  November  29th 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

General  Offices:  508   California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,   Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7  J^-knot,  steamers:  S.S. 
Hoosier  State  (December  17th);  S.  S.  Golden  State  (Jan- 
uary 14th);  S.  S.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct   to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  S.  5.  Creole  State  (December  19th), 
5.  5.  Wolverine  State  (January  19th). 

Through  bills  of  lading  issued  to  and  from  points  beyond  port*  of  call 


For  rates  and  other  informal  ion  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square*   N.  Y.  Continental   Building,   Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


NOSA  LINE 


Monthly  Sailing!  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-1*  Queen  &  Crescent  Bldg.,  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  «4«  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,   Philadelphia   and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


Boston 

8.8.  ALASKAN     NOT.  26 

S.S.AMERICAN     

S.S.  MEXICAN     Dec.  10 

S.S.HAWAIIAN     


Phil*. 


New  York 
Dm.  1 

Dec.  3  Dec.  8 
Dec.  15 

Dec.  17         Dec.  22 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from  Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

ir.  S.  Pacific  Coast  Ports  to  the  Principal  Port,  of  the  United 
Kingdom    and    Continent — Direct    Fort- 
nightly    Sailings 


Joint  Services  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  tWUERTTEMBERG    Dec.     1 

8.S.  'MOUNT    CLAY    Dec.    8 

S.S.  tBAYERN    Dee.  15 

S.S.  'MOUNT  CARROLL    Dec.  22 

S.S.  tHANSA      Dee.  29 

'Carries  third-class  passengers. 

fCabin   and   third-class   passengers 

LOADING  PIER  86,  NORTH   RIVER 

PHILADELPHIA  TO   BREMEN   AND   HAMBURG 

S.S.  CALLISTO    (Hamburg    only— via    Baltimore) Dec.  10 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (via   Baltimore   and   Norfolk) Nov.  29 

S.S.  CLARKSBURG    (via  Baltimore  and  Norfolk) Dec.  22 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (via  Norfolk) Dec.    8 

S.S.  CALLISTO     (Hamburg    only) Dec.  17 

S.S.  CLARKSBURG    (via    Norfolk) Dec.  29 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  DEUTSCHFELD     Dec.  10 

S.S.  CLARKSBURG    Dec.  31 

NEW  ORLEANS  TO  ROTTERDAM   AND 
HAMBURG 

S.S.  AMAS8IA     Early  December 

S.S.  WESTERWALD     (Hamburg    only) Early    January 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli,    Port    Swcttenham,    Singapore,    Batavia, 
Samarang,    Soerabaya 

S.S.  HALF    MOON    Dec.  10 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    L 


NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.  HALF  MOON   Dec.  10 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1*20 
WESTERN   FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  4891 

BRANCH    OFFICES 

4«  Central  Street,  Boston  Phone  Fort  Hill  3084 

Bourse  Bldg.,  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENTS 
Williams,  Dimond  &  Co.,  310  Sansome  St.,  San  Francuc* 
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actual  amount  the  consignee  paid  for  the  goods,  or,  in  other 
words,  the  claim  was  based  on  the  amount  that  the  consignees 
would  have  been  obliged  to  pay  had  they  gone  into  the  open 
market  to  duplicate  the  goods  that  the  carrier  failed  to  deliver. 
The  claim  has  been  returned  by  the  railroad  with  the  request 
that  the  claim  be  amended  to  the  basis  of  the  value  of  the  goods 
as  represented  by  the  invoice. 

What  we  desire  to  be  enlightened  upon  is,  if,  in  your  opin- 
ion, the  consignee  is  only  entitled  to  redress  to  the  extent  of 
the  invoice  value  of  the  goods,  or  are  they  within  their  legal 
rights  in  presenting  claim  based  on  the  amount  that  it  would 
have  cost  them  to  replace  the  goods  if  they  had  purchased  same 
in  the  open  market  at  the  time  the  original  shipment  should 
have  been  delivered? 

It  would  seem  manifestly  unfair  that  the  party  to  whom 
the  shipment  was  delivered  should  be  called  upon  to  pay  only 
the  invoice  value  of  the  goods,  thus  obtaining  the  benefit  of  the 
business  foresight  of  the  original  consignee  who  took  advantage 
of  the  low  market  conditions. 

We  must  confess  that  there  have  been  so  many  contra- 
dictory interpretations  of  the  McCaull-Dinsmore  decision  that 
we  are  all  at  sea  and  would  like  to  have  you  once  more  give 
your  readers  the  benefit  of  your  expert  opinion  as  to  just  what 
is  the  proper  basis  on  which  to  file  a  claim  of  this  nature. 

Answer:  We  must  admit  that  under  circumstances  such 
as  you  outline,  the  original  consignee  has  been  placed  in  a  very 
disadvantageous  position  in  the  event  he  must  purchase  goods 
at  a  higher  price,  to  replace  the  goods  Converted  by  the  carrier 
through  its  delivery  of  the  goods  to  the  wrong  party.  However, 
as  is  well  known,  any  general  rule  will  work  a  hardship  in  some 
instances,  and  this  appears  to  be  one  of  those  instances. 

It  might  be  suggested,  however,  that,  instead  of  filing  claim 
against  the  carrier,  the  consignee  should  file  suit  against  the 
party  who  received  the  goods,  who  is  liable  in  damages  to  him 
as  well  as  to  the  carrier,  in  which  case  he  could  recover  the  fair 
and  reasonable  value  of  the  goods  at  the  time  of  their  delivery 
to  that  party. 

Liability   of  Carrier  for   Damage    to    Goods   Delivered    at    Non- 
Agency   Station 

Colorado. — Question:  We  recently  made  shipment  of  glass 
to  our  customer  at  a  prepay  station.  Customer  advises  us  of 
damages  upon  receipt  of  the  shipment.  We  accordingly  placed 
our  claim  against  the  carrier  for  the  damages,  which  has  been 
declined  en  account  of  conductor's  report  showing  no  evidence 
of  the  damage  when  shipment  was  placed  in  the  depot  at  prepay 
station. 

Carrier  advises  that,  as  shipment  was  made  at  owner's  risk, 
they  cannot  assume  liability.  Please  advise  if  we  can  collect 
this  claim,  under  the  circumstances,  and  refer  us  to  any  similar 
cases,  if  possible. 

Answer.  A  carrier  is  not  required  by  law  to  keep  a  ware- 
house or  a  depot  at  every  station  along  its  line,  and  may  law- 
fully stipulate,  either  expressly  or  by  implication,  that  it  will 
assume  no  liability  as  warehouseman,  at  a  flag  station  where 
it  has  no  depot  nor  agent,  and,  that  when  the  goods  have  been 
delivered  on  a  siding  or  placed  on  a  platform,  delivery  will  be 
considered  complete  and  the  carrier  exonerated  from  any  further 
responsibility. 

The  uniform  bill  of  lading  contains  a  provision  that  prop- 
erty destined  to  a  station  at  which  there  is  no  regularly  ap- 
pointed freight  agent  shall  be  at  risk  of  owner  after  being 
unloaded  from  the  car. 

However,  inasmuch  as,  if  the  claimant  shows  that  goods 
were  delivered  to  the  carrier  in  good  condition  and  arrived  at 
destination  in  a  damaged  condition,  a  prima  facie  case  of  neg- 
ligence is  made  out  and  the  burden  is  upon  the  carrier  to  show 
that  his  liability  terminated  before  the  loss  or  damage  occurred, 
the  carrier,  in  the  instant  case,  must  apparently  show  that 
the  damage  occurred  after  delivery  of  the  goods  and  not  while 
in  his  possession. 

Damage — Deduction   for   Shrinkage 

Virginia. — Question:  We  have  recently  filed  with  the  rail- 
road company  a  number  of  claims  for  loss  of  grain,  due  to 
leaky  cars. 

Order  No.  57-A,  issued  during  government  control,  covering 
loss  and  damage  grain  claims,  requires  the  claimant  to  deduct 
one-eighth  of  one  per  cent  of  the  gross  weight  when  claims  are 
filed  for  shortage.  Kindly  advise  me  whether  we  are  entitled 
to  a  refund  in  the  freight  paid  on  the  one-eighth  of  one  per  cent 
deducted  for  shrinkage,  or  whether  this  freight  on  the  one-eighth 
of  one  per  cent  we  pay  is  included  in  the  loss  along  with  the 
grain. 

Answer:  In  the  case  of  A.  B.  Crouch  Grain  Co.  et  al.  vs. 
A.  T.  &  S.  F.  Ry.  Co  et  al,  41  I.  C.  C.  717,  the  Commission  found 
that  a  rule  providing  for  deductions  in  the  adjustment,  of  claims 
for  loss  of  grain  In  transit  of  certain  percentages  of  loading 
weight,  namely,  one-eighth  of  one  per  cent  on  wheat  and  one- 
quarter  of  one  per  cent  on  corn,  as  representing  natural  shrink- 
age, was  not  illegal  or  unreasonable 

A  shrinkage  allowance  is  based  upon  the  assumption  that 


certain  freight  containing  moisture  will  shrink  in  weight  during 
its  transit  from  origin  to  destination,  on  the  average  to  the 
extent  represented  by  the  shrinkage  allowance. 

A  carrier,  therfore,  should  not  be  required  to  deduct  from 
the  weight  on  which  its  freight  charges  are  assessed,  the  amount 
represented  by  the  shrinkage  allowance,  when,  in  fact,  it  has 
transported  portions  of  the  amount  represented  by  the  shrinkage 
allowance,  an  indeterminable  distance  between  origin  and  des- 
tination. 

Overcharge   Claims — Time   Within   Which   to    File   with   the 

Commission 

Illinois.— Question:  We  refer  to  your  November  5  issue  of 
The  Traffic  World,  under  "Arkansas,"  on  page  962,  regarding 
time  for  filing  claims,  and  would  like  to  inquire  if  we  have 
interpreted  your  answer  correctly. 

Is  the  limitation  of  time  for  filing  overcharge  claims  fifty 
months,  and  is  the  time  of  government  control  not  to  be  counted 
within  the  fifty  months?  It  was  our  impression  that  on  claims 
previous  to  1915  the  time  limit  had  expired. 

Answer:  Under  section  16  of  the  interstate  commerce  act 
all  claims  for  the  recovery  of  damages  must  be  filed  with  the 
Commission  within  two  years  from  the  time  the  cause  of  action 
accrues,  namely,  within  two  years  from  the  date  of  delivery  or 
tender  of  delivery  by  the  carrier  of  the  goods  shipped. 

Section  206  (F)  of  the  transportation  act,  1920,  provides 
that  the  period  of  federal  control  shall  not  be  computed  as  a 
part  of  the  periods  of  limitation  in  actions  against  carriers  or 
in  claims  for  reparation  to  the  Commission  for  causes  of  action 
arising  prior  to  federal  control. 

Section  206  (F)  of  the  transportation  act,  1920,  as  to  claims 
arising  prior  to  federal  control,  therefore,  has  the  effect  of  ex- 
tending for  twenty-six  months  (the  period  of  federal  control) 
the  two-year  period  of  limitation  provided  for  in  section  16  of 
the  interstate  commerce  act,  making  a  total  period  of  fifty 
months  from  the  date  of  delivery  or  tender  of  delivery  of  the 
shipment,  within  which  such  claims  may  be  filed  with  the  Com- 
mission. For  instance,  a  claim  for  a  shipment  which  was  deliv- 
ered December  1,  1917,  may  be  filed  with  the  Commission  not 
later  than  February  1,  1922. 

Liability  of  Carrier  for  Damage  to  Perishable  Goods. 
Indiana. — Question:  We  have  several  loss  and  damage 
claims  filed  on  shipments  of  watermelons  shipped  last  season 
and  this  season  which  we  consider  fair  claims,  but  cannot  seem 
to  be  able  to  collect  a  thing  on  them.  They  are  filed  mostly 
on  the  basis  of  improper  equipment  along  with  a  little  delay. 
One  claim  in  particular  is  filed  for  the  market  price  of  a 
number  of  melons  that  were  decayed  beyond  usefulness  on  ar- 
rival. This  shipment  was  loaded  into  a  box  car,  because  nothing 
else  could  be  obtained.  There  was  a  delay  of  from  one  to  two 
days  in  transit  and  the  railroad  company  with  which  this  claim 
is  filed  flatly  refuses  to  consider  same,  no  matter  what  evidence 
we  submit.  We  have  furnished  affidavits  showing  the  condition 
of  the  melons  when  loaded  into  this  car  and  also  state  in  same 
that  the  box  car  was  loaded  because  nothing  else  was  available. 
This  affidavit  was  furnished  by  the  loader.  We  have  also  sub- 
mitted them  a  copy  of  the  Interstate  Commerce  Commission 
decision  of  April,  1895,  on  improper  equipment,  which  is  as 
follows:  Truck  Farmers'  Association  of  Charleston  and  vicinity 
against  142  roads,  the  Pennsylvania  being  one  of  the  defendants, 
paragraph  No.  4:  "It  is  the  duty  of  the  carrier  to  furnish  ade- 
quate and  suitable  car  equipment  for  all  the  business  it  under- 
takes and  also  whatever  is  essential  to  the  safety  and  preserva- 
tion of  the  traffic  in  transit."  Now,  if  the  Interstate  Commerce 
Commission  made  such  a  ruling  why  don't  they  hold  the  carriers 
to  it? 

Can  you  enlighten  us  any  on  this  subject  and  let  us  know 
if  it  is  possible  for  us  to  collect  this  claim  without  taking  it  into 
the  courts? 

Answer:  Common  carriers  are  not  insurers  against  injuries 
resulting  from  the  inherent  nature  of  the  thing  carried,  although 
the  burden  is  upon  the  carrier  to  show  that  the  damage  was 
due  solely  to  inherent  defects  in  the  shipment. 

However,  it  is  the  duty  of  a  common  carrier  to  provide  and 
furnish  all  reasonable  and  necessary  facilities  for  the  prompt 
transportation  of  such  goods  as  it  holds  itself  out  to  the  public 
as  engaged  in  carrying,  in  such  quantities  as  might  reasonably 
and  ordinarily  be  expected  to  be  offered  for  carriage,  and  to 
exercise  such  care  as  is  required  to  protect  the  goods  from 
loss  or  injury  during  transportation. 

The  carriers  are  expected  to  be  prepared  with  the  equip- 
ment necessary  to  handle  the  average  traffic  offered  them  and 
such  an  increase  as  would  be  expected  by  managers  of  experi- 
ence, inasmuch  as  the  volume  of  traffic  will  vary  with  the  sea- 
sons and  general  business  conditions;  and  these  contingencies 
ought  to  be  provided  for  and  the  law  requires  them  to  be. 

If  the  proper  equipment  was  ordered  in  time  to  permit  of  its 
being  furnished  by  the  carrier  for  the  movement  of  the  melons 
covered  by  your  claims,  then,  in  accordance  with  the  principles 
laid  down  in  such  of  the  decisions  of  the  courts  as  have  dealt 
with  this  subject,  recovery  for  the  damage  sustained  may  ap- 
parently be  had.  See  Railway  vs.  Marshall,  86  S.  W.  803; 
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"Ship  by  Water" 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 

AND 

LOS  AngeleS  (Wilmington) 

San  Francisco,  Portland, 
Seattle  and  Tacoma 

Through   Bills  of  Lading  issued  to  San  Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,  Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Ports 


For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 


Baltimore,  Md. 
Keyser  Building 


Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporl^Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL  AND  MANCHESTER 

8.S.  MAIDEN  CREEK.  {  November" 2°lst '"  C°mPl'te  lo*d'B«' 

8.8.  EASTERN  SUN. .  J  Due  Mobile  '•*•  December. 

}  Dae  Pensacola  early  January 

LIVERPOOL,    MANCHESTER    AND    SWANSEA 

a  a    rr  \VAKACK-  (Due  Gulf  November  25th 

'   }  Loading  from  Mobile  and  Gulf  port 

LONDON   AND   HULL 

Q  fl    wn  nwonr.  \  Loading  at  Mobile 

)D {  Due  Penoacola  to  complete  loading  NOT.  26th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Yean'  Experience 


PORT 

ARTHUR 
ROUTE 


The  Kansas  City  Southern  Railway 


PORT 

ARTHUR 

ROUTE 


PACKAGE  CARS  FROM  CHICAGO,  ILL.,  AND  ST.  LOUIS,  MO. 

TO 

KANSAS  CITY  SOUTHERN  STATIONS 

Through  Chicago  Car  for  Texarkana,  Tex.,  and  Shreveport,  La. 

Daily  from  Chicago  &  Alton  R.  R.  freight  depot  for  Texarkana,  Tex.,  and  Shreveport,  La.,  and  other  Kansas  City 
Southern  Ry.  points  south.  Also  includes  package  freight  to  Texas  points  routed  via  K.  C.  S.  Ry. 

SCHEDULE:     Leaves  Chicago  C.  &  A.  Manifest  train  No.  83  at  6:30  P.  M. 

Arrives  Kansas  City   11   A.  M.  second  morning.  ,«      -1^ 

Leaves   Kansas    City    K.   C.   S.   "Sunshine"    at  6  P.  M.  same  day. 

Arrives  Texarkana,  Tex.,  4:30  A.  M.  second  morning,  or  fourth  morning  from  Chicago. 
Arrives  Shreveport,  La.,  fifth  morning  from   Chicago. 

ST.  LOUIS  PACKAGE  CARS 

Chicago,  Rock  Island  &  Pacific  car  loading  at  C.  R.  I.  &  P.  Ry.,  Broadway  Station,  tri-weekly  for  points  south  of 
Kansas  City,  Mo.,  to  Shreveport,  La.,  inclusive,  and  beyond.  This  car  is  handled  in  C.  R.  I.  &  P.  manifest  train  No.  91 
leaving  St.  Louis  at  7:30  P.  M.,  arriving  in  Kansas  City  5:30  P.  M.  following  day.  Car  is  set  to  our  freight  house 
under  St.  Louis  seals  and  redistricted  into  daily  cars,  insuring  best  service  to  points  served  by  this  car. 

St.  Louis  Southwestern  Ry.  (Cotton  Belt)  package  car  loading  at  St.  L.  S.  W.  Ry.,  Florida  St.  Station,  daily  for  all 
points  south  of  Shreveport,  La.,  and  to  connections.  This  car  is  handled  in  Cotton  Belt  manifest  train  No.  15  leaving 
St.  Louis,  Mo.,  at  9:10  P.  M.,  arriving  in  Shreveport,  La.,  2:45  P.  M.  second  day.  Car  is  set  to  our  freight  house  under 
St.  Louis  seals  and  redistributed  into  daily  cars,  insuring  best  service  to  points  served  by  this  car. 

Package  freight  from  points  beyond  St.  Louis,  breaking  bulk  at  St.  Louis,  Mo.,  should  be  routed  in  these  cars. 

We  Solicit  Your  Patronage. 

Direct  Connections  at  Kansas  City  with  all  Lines  reaching  Kansas  City. 

We  operate  32  Switch  Engines  in  Kansas  City,  insuring  prompt  delivery  of  all  traffic  same  day  received. 

See  Traffic  World  October  29th  for  Map 

H.  A.  WEAVER,  G.  F.  A.  CUT    THIS    OUT  J.  F.  HOLDEN,  Vico-Pres. 

Kansas  City,  Mo.  for  ready  reference  in  routing  your  traffic  Kansas  City,  Mo. 
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F.  D.  Forester  &  Co.  vs.  Sou.  Ry.,  61  S.  E.  504;  M.  K.  &  T.  Ry. 
Co.  of  Texas  vs.  McLean,  118  S.  W.  161,  and  A.  C.  L.  vs.  Geraty, 
166  F.  10. 

Unless  the  carriers  are  willing  to  make  a  voluntary  settle- 
ment of  the  claim,  recovery  can  only  be  had  against  the  carriers 
by  an  action  at  law,  as  the  Interstate  Commerce  Commission 
has  no  jurisdiction  over  claims  for  loss  or  damage. 
Liability  of  Carrier  for  Loss  of  Goods  from  Car  on  Public  De- 
livery Track 

South  Dakota. — Question:  A  carload  shipment  received  at 
destination,  is  inspected,  freight  charges  paid  and  consignee's 
receipt  taken;  the  consignee  commences  unloading  (flour)  and 
is  two  to  three  days  in  doing  so.  In  case  of  theft  occurring  dur- 
ing the  unloading  period,  can  the  consignee  hold  the  carrier 
responsible?  Is  the  consignee  supposed  to  protect  himself  by 
applying  locks  to  the  car  doors,  or  is  the  carrier  obliged  to 
furnish  seals  for  the  consignee's  car? 

Answer:  In  its  decision  in  Michigan  Central  R.  R.  Co.  vs. 
Mark  Owen  &  Co.,  Case  No.  229,  October  term,  1920,  the  Supreme 
Court  of  the  United  States  held  that  under  the  bill  of  lading 
provision  that  property  not  received  by  the  party  entitled  to 
receive  it,  within  48  hours,  exclusive  of  legal  holidays,  after 
notice  of  its  arrival  has  been  duly  sent  or  given,  may  be  kept 
in  car,  depot,  or  place  of  delivery  of  the  carrier  subject  to  a 
reasonable  charge  for  storage  and  to  carrier's  responsibility  as 
warehouseman  only,  etc.,  a  carrier  is  liable  for  loss  of  goods 
from  cars  placed  on  public  delivery  tracks  of  the  carrier,  within 
the  48  hours'  period,  even  though  the  car  has  been  accepted, 
the  seals  broken  and  the  unloading  of  the  car  commenced. 
Through  Rate  Exceeding  Sum  of  Intermediates 

Pennsylvania. — Question:  When  a  combination  of  local  in- 
termediate rates  aggregate  a  .cheaper  rate  than  a  published 
through  rate,  is  the  use  of  the  combination  rate  permissible? 
For  example,  the  through  rate  from  A  to  C  is  30  cents;  from 
A  to  B  the  rate  is  15  cents  and  from  B  to  C  the  rate  is  10  cents, 
thereby  making  a  cheaper  combination  than  the  through  rate. 

Answer:  In  accordance  with  Conference  Ruling  No.  220  (G) 
of  Interstate  Commerce  Commission,  the  only  rate  which  can 
be  used  is  the  through  published  rate  applicable  via  the  route 
over  which  the  shipment  moves,  notwithstanding  the  fact  that 
the  through  rate  exceeds  the  aggregate  of  intermediate  rates  and 
is  therefore  unlawful. 

Liability  for   Error   in    Destination    Shown   in    Bill   of   Lading 

Maryland. — Question:  Under  date  of  May  23  we  forwarded 
a  carload  of  empty  wooden  cases  to  a  consignee  located  at 
Marlboro,  Mass.,  and  the  shipping  clerk  erroneously  showed  on 
the  bill  of  lading  the  destination  as  Middleboro,  Mass.,'  with  a 
routing  of  B.  &  M.  Railroad.  This  destination,  namely,  Middle- 
boro, Mass.,  is  a  point  located  on  the  New  Haven  Railroad,  and 
not  on  the  B.  &  M.  Railroad,  so  that,  at  the  time  of  forwarding, 
the  carrier,  instead  of  calling  our  attention  to  the  incorrect 
routing  shown  on  the  bill  of  lading,  construed  this  routing  as 
an  intermediate  carrier  and  ignored  same  by  forwarding  to 
Middleboro,  Mas.,  over  the  New  Haven  Railroad. 

We  take  the  stand  that  in  view  of  the  incorrect  routing 
shown  on  the  bill  of  lading,  the  agent's  representative  should 
have  called  our  attention  to  same  and  requested  correct  routing, 
when  the  matter  of  incorrect  destination  would  have  been  de- 
tected and  correct  destination  furnished.  In  view  of  the  carrier 
failing  to  call  our  attention  to  this  incorrect  routing,  it  meant 
an  overcharge  of  $40.58,  account  of  reconsignment  from  Middle- 
boro to  Marlboro,  Mass. 

Kindly  advise  whether  or  not  our  stand  that  we  should  be 
entitled  to  a  refund  of  the  reconsignment  charge  is  in  order. 

Answer:  Inasmuch  as  no  rate  was  shown  in  the  bill  of 
lading  and  the  routing  shown  therein  was  not  complete,  we  are 
of  the  opinion  that  the  carrier  did  not  err  in  transporting  the 
shipment  to  Middleboro,  Mass.  Had  the  term  "B.  &  M.  de- 
livery" been  shown  in  the  routing  instructions,  this  would  have 
put  the  carrier  on  notice  and  have  made  it  liable  for  the  addi- 
tional freight  charges  necessary  to  transport  the  shipment  to 
its  proper  destination.  The  only  damage,  if  any,  which  can  be 
claimed  is  that  resulting  from  the  failure  of  the  carrier  to  trans- 
port the  shipment  to  the  destination  carried  in  the  bill  of  lading 
via  a  route  which  included  the  B.  &  M. 

The  bill  of  lading  instructions  were  not  impossible  of  execu- 
tion within  the  meaning  of  Conference  Ruling  474  (C). 

Liability   of  Carrier  for   Loss   Resulting   from    Flood 

New  Mexico. — Question:  Shipment  delivered  to  Railroad  A 
during  receiving  hours.  That  same  night  a  flood  visited  the 
city  and  shipment  was  evidently  destroyed,  as  we  have  never 
received  same,  there  being  plenty  of  time  to  have  received 
same  had  the  shipment  come  through  in  the  regular  manner. 

Claim  was  filed,  but  it  seems  as  though  the  railroad  com- 
pany's records  of  receiving  this  shipment  were  lost  as  well  as 
the  shipper's  original  bill  of  lading.  We,  therefore,  have  no 
papers  to  support  this  claim  that  the  shipment  was  received  by 
them. 

However,  the  railroad  company  states  that  if  shipment  was 
received  by  them  and  destroyed  in  the  flood  they  are  not  liable, 


as  this  was  an  "act  of  God"  and,  therefore,  they  are  not  re- 
sponsible. We  would  like  your  opinion  as  to  whether  they  are 
liable  for  the  amount  ol  this  claim  in  a  case  of  this  kind. 

Answer:  The  burden  is  upon  a  shipper  to  prove  that  a 
shipment  was  delivered  to  the  carrier  for  transportation.  The 
bill  of  lading  issued  by  the  carrier  is  prima  facie  evidence  of 
delivery,  but  proof  of  delivery  may  be  otherwise  established. 

In  the  event  that  delivery  to  the  carrier  is  established,  the 
burden  is  then  upon  the  carrier  to  show  that  the  goods  were  lost 
or  destroyed  through  some  cause  for  which  it  is  not  liable,  such 
as  an  act  of  God  or  the  public  enemy. 

A  flood  of  such  extraordinary  character  that  it  could  not 
have  been  foreseen  or  provided  against  is  an  act  of  God,  and 
the  carrier  is  not  responsible  for  loss  of  goods  in  his  possession 
resulting  therefrom. 

Therefore,  even  though  proof  of  delivery  to  the  carrier  of 
the  shipment  was  established,  if  the  carrier  proved  that  the  loss 
resulted  from  the  flond,  which  flood  was  of  an  extraordinary 
character,  no  recovery  could  be  had. 

COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 

Loading  of  bituminous  coal  decreased  in  the  week  ended 
November  12,  because  of  observance  of  Armistice  Day,  and  also 
because  of  the  fact  that  state  and  local  elections  were  held  on 
Novmber  8.  The  current  report  of  the  Geological  Survey  on 
coal  production  shows  that  the  total  estimated  output  of  soft 
coal  was  8,466,000  net  tons  in  the  week  ended  November  12,  as 
compared  with  9,315,000  the  week  before  and  10,956,000  in  the 
last  week  of  October. 

Preliminary  telegraphic  reports  for  the  week  November  14- 
19  indicate  a  further  decline  in  the  daily  rate  of  production. 

The  all-rail  movement  to  New  England  declined  somewhat 
in  the  week  ended  November  12,  reports  to  the  Amrican  Railway 
Association  showing  that  3,032  cars  of  anthracite  and  3,459  cars 
of  bituminous  coal  were  forwarded  through  the  Hudson  gate- 
ways. Comparison  with  the  week  preceding  shows  decreases  of 
277  and  89  cars,  respectively. 

"The  gradual  decline  in  the  movement  of  soft  coal  from 
Lake  Erie  ports  continued  during  the  week  ended  November  13," 
the  Survey  said.  "Reports  from  the  Ore  and  Coal  Exchange  indi- 
cate that  a  total  of  379,611  net  tons  was  handled,  or  131,324  tons 
less  than  the  week  preceding.  In  the  corresponding  week  in 
1920  dumpings  totaled  681,264  tons. 

The  cumulative  movement  the  present  season  stands  at  22,- 
352,006  net  tons.  In  comparison  with  the  three  years  immediately 
preceding,  1921  is  6,717,000  tons  behind  1918;  92,377  tons  ahead 
of  1919,  and  611,032  tons  ahead  of  1920. 

"The  distribution  of  soft  coal  shipped  up  the  lakes  this 
season  has  closely  resembled  that  of  1919.  The  records  of  tho 
Ore  and  Coal  Exchange  show  that  at  the  end  of  October  a  total 
of  20,865,000  net  tons  had  been  shipped,  as  against  20,757,000  terns 
in  1919.  Of  the  total  shipments,  16,415,000  tons,  or  78.7  per 
cent,  went  to  American  ports,  practically  the  same  percentage 
as  in  1919.  Shipments  to  Canadian  destinations  were  4,450,000 
tons.  The  changes  in  distribution  between  the  different  groups 
of  ports  have  not  been  great.  The  movement  to  American  points 
on  Lake  Superior  totaled  9,577,000  tons  and  accounted  for  45.9 
per  cent  of  the  total  shipments.  In  comparison  with  1919  this 
was  both  an  actual  and  relative  increase.  A  corresponding  de- 
crtase  occurred  in  shipments  to  Lake  Michigan,  which  totaled 
5,547,000  tons,  against  6,105,000  tons  in  1919. 

"The  movement  of  soft  coal  through  Hampton  Roads  changed 
but  little  in  the  week  ended  October  12.  The  total  of  276,834  net 
tons  handled  was  a  decrease  of  6,661  tons  when  compared  with 
the  preceding  week.  The  decline  occurred  in  foreign  bunker 
coal,  which  fell  off  25,992  tons.  Coal  destined  for  other  purposes 
increased  slightly.  Exports  were  38,812  tons,  and  New  England 
shipments,  172,564  tons." 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 
Surplus  freight  cars  in  good  order  increased  from  93,172  in 

the  period  November  1-8  to  140,189  cars  in  the  period  November 

8-15   and   the   shortage   dropped   from   4,600    cars   to   1,806   cars. 

With  the  seasonal  decrease  in  loadings  in  progress,  the  average 

daily  surplus  probably  will  increase. 

The  surplus  was  made  up  as  follows:  Box,  51,527;  ventilated 

box,  800;  auto  and  furniture,  1,950;  total  box,  54,277;   flat,  9,830; 

gondola,    38,312;    hopper,    17,774;    total,    all    coal,    56,086;    coke, 

3,783;    S.   D.  stock,  9,430;    D.  D.  stock,  1,677;    refrigerator,  430; 

tank,  470;  miscellaneous,  4,206;  total,  140,189. 

The  shortage  of  1,806  cars  was  made  up  as  follows:   Box, 

162;  flat,  37;  gondola,  170;  hopper,  1,055;  refrigerator,  382;  total, 

1,806. 


NEVADA-CALIFORNIA-OREGON    ABANDONMENT 
The   Nevada-California-Oregon   Railway   has   applied    to   the 
Commission  for  authority  to  abandon  its  line  between  Hackstaff, 
Cal.,  and  Lakeview,  Ore.,  because  the  property  has  been  operated 
at  a  loss. 
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Merchandise 

STORAGE: 
DISTRIBUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 


BROOKLYN 


•PERSONAL  SERVICE' 


NEW  YORK 
MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


ANFORD 


Manufacturers — Capitalists 
Wholesalers — Men  of  Broad  Vision 

SANFORD  offers  the  opportunity  to  emulate  the  success 
of  the  late  Henry  M.  Flagler,  Florida's  pioneer  investor. 

Situated  on  the  headwaters  of  the  St.  Johns  River, 
SANFORD  is  an  ideal  industrial  and  manufacturing 
center.  It  possesses  most  advantageous  facilities  for  water 
and  railroad  transportation,  being  the  terminus  of  the 
Clyde  Line  steamers.  The 
very  heart  of  Florida's  most 
fertile  farming  district  is  here 
(celery  crop  alone  amounting 
to  $5,000,000  annually). 

It  is  not  a  Gamble.  The 
Community  is  here  and  flour- 
ishing. Imposing  office  build- 
ings, handsome  clubs  and 
churches  and  beautiful  resi- 
dences. 

We  offer  Lucrative,  Invul- 
nerable Investments.  Let  us 
place  the  facts  before  you. 

Address 

Sanford  Chamber  of  Commerce 

Sanford,  Florida 


MUSKOGEE,  OKLA.  | 

Muskogee  Transfer  &  Storage  Co. 

2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributor* 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouse* 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance.  Main  329 

Louisville  Taxicab  and  Transfer  Co., 
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Personal  Notes 


L.  H.  Correll  has  been  appointed  freight  traffic  agent  for 
the  Nashville,  Chattanooga  &  St.  Louis  Railway,  at  Memphis, 
vice  W.  R.  English,  who  resigned. 

F.  W.  Pullen  has  been  appointed  traffic  manager  for  the 
Phelps  Dodge  Corporation,  New  York  City,  vice  G.  W.  Feakins, 
who  resigned. 

Charles  K.  Mallory,  formerly  chief  engineer  of  the  Solvay 
Process  Company,  Syracuse,  N.  Y.,  has  been  appointed  manager 
of  the  dry-dock  section  of  the  surplus  property  department  of 
the  Emergency  Fleet  Corporation. 

The  Prepared  Roofing  Association,  Chicago,  has  appointed 
a  special  freight  rate  committee,  as  follows:  R.  S.  Crawford, 
chairman,  Certain-teed  Product  Corporation,  New  York  City; 
JF.  P.  Brown,  Barber  Asphalt  Paving  Company,  Philadelphia; 
3.  L.  Roberts,  Barrett  Company,  New  York  City;  Osborn  Van- 
Brunt,  Certain-teed  Products  Corporation,  St.  Louis;  William  A. 
Harris,  Flintkote  Company,  Boston;  H.  S.  Loving,  Ford  Roofing 
Products  Company,  Chicago;  Arthur  T.  Cavey,  Richardson  Com- 
pany, Cincinnati. 

The  United  American  Lines  have  announced  the  appoint- 
ment of  William  A.  McCarthy  as  general  agent  for  New  York 
State  for  the  American-Hawaiian  Steamship  Company's  inter- 
coastal  service,  at  Rochester,  N.  Y.  W.  M.  Penick,  former  com- 
mercial agent  for  the  Illinois  Central  at  Pittsburgh,  has  been 
appointed  assistant  general  freight  agent  for  the  United  Ameri- 
«an  Lines,  in  charge  of  that  company's  newly  opened  offices  in 
Pittsburgh. 

O.  C.  Jones  has  been  appointed  traffic  manager  and  V.  F. 
Stanton  assistant  traffic  manager  for  the  Grasselli  Chemical 
Company,  CleVeland. 

Thomas  E.  McAndrews,  division  freight  agent  for  the  Erie 
Railroad  at  Scranton,  Pa.,  and  a  graduate  of  Fordham  University 
Law  School,  has  been  admitted  to  the  New  York  bar. 

C.  G.  Lang  has  been  appointed  commercial  agent  for  the 
Mississippi  Central,  at  Mobile.  LeRoy  Morris  has  been  ap- 
pointed assistant  general  freight  and  passenger  agent  for  the 
same  railroad,  at  Hattiesburg,  Miss. 

1  J.  M.  Strupper  has  been  appointed  assistant  general  freight 
agent  for  the  St.  Louis,  San  Francisco  &  Texas  Railway,  the 
lK.  Worth  &  Rio  Grande  Railway  and  the  Brownwood  North  & 
South  Railway,  at  Fort  Worth,  Tex. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  first  annual  dinner  of  the  Stark  County  (Ohio)  Traffic 
Club  will  take  place  at  the  Hotel  Northern,  Canton,  O.,  De- 
cember 5. 


The  fall  meeting  of  the  Association  of  Railroad  and  Steam- 
ship Agents  of  Boston  will  be  held  at  the  American  House,  No- 
vember 26.  Dinner  and  a  vaudeville  entertainment  will  follow 
the  meeting.  The  annual  meeting  and  election  of  officers  of 
the  association  will  take  place  January  7. 


B.  A.  Worthington,  president  of  the  C.  I.  & 
the  relations  of  capital  and  labor  in  conducting 
the  regular  monthly  dinner  of  the  Traffic  Club 
held  at  the  Chamber  of  Commerce,  November  22. 
these  two  interests,  as  well  as  the  public  which 
roads,  must  make  certain  concessions  in  order  to 
operation  successful.  James  Reilly,  president  of 
of  Commerce,  also  spoke. 


W.,  spoke  on 
a  railroad  at 

of  Cincinnati. 
He  said  that 

uses  the  rail- 
make  private 
the  Chamber 


authorized  therein  on  either  the  basis  of  actual  measurement  or  count 
of  sacks  and  outside  packages,  whichever  may  be  more  practicable, 
provided  that  in  no  case  shall  payment  be  made  for  more  than  the 
actual  length  of  the  car. 

3.     By  modifying  section  8  to  read  as  follows: 

That  during  the  fiscal  year  beginning  July  1,  1921,  and  ending 
June  30,  1922,  excepting  the  month  of  December,  1921,  each  carrier 
shall  be  paid  for  all  emergency  service  required  and  performed  on 
all  trains  having  regular  authorizations  on  each  route,  except  emer- 
gency service  required  and  performed  in  30-foot  and  60-foot  authori- 
zations, for  which  payment  shall  be  made  as  at  present  provided,  the 
same  amounts  each  month  as  accrued  on  account  of  3-foot,  7-foot 
and  15-foot  units  of  emergency  service,  storage  and  closed-pouch, 
authorized  and  performed  during  the  month  of  April,  1921,  where 
the  emergency  authorizations  were  less  than  fifty  per  cent  of  the 
trips;  and  where  the  authorizations  were  for  fifty  per  cent  or  more 
of  the  trips  the  appropriate  higher  unit  shall  be  regularly  authorized 
from  July  1.  1921. 

During  the  month  of  April,  1922,  and  in  the  same  month  for  each 
succeeding  year  during  the  continuance  of  this  order,  a  record  of 
the  emergency  service,  storage  and  closed  pouch,  actually  performed 
in  3.  7  and  15  foot  units  on  each  train  of  each  route,  shall  be  kept 
and  upon  the  basis  of  the  service  so  ascertained  payment  shall  be 
made  for  each  month  of  the  succeeding  fiscal  year  beginning  July  1, 
excepting  for  the  month  of  December  in  the  same  maiuier  as  pre- 
scribed above  for  the  fiscal  year  beginning  July  1,  1921,  both  as  to 
payment  of  emergency  service  and  increases  to  the  higher  regular 
units  of  service  performed. 

For  the  month  of  December  in  any  year  payments  shall  be  made 
for  sixteen  days  on  the  basis  above  prescribed  at  one-half  of  the 
monthly  rate  as  above  ascertained  and  for  fifteen  days  beginning 
December  17  on  the  basis  of  the  emergency  service  actually  performed. 

By  mutual  agreement  between  the  postmaster  general  and  any 
carrier  a  different  month  than  April  may  be  selected  as  the  basis  for 
the  pay  for  such  emergency  service  required  of  and  prrjoimod  by 
said  carrier. 


RAILWAY  MAIL  PAY 

The  Traffic  World  Washington  Bureau 

On  consideration  of  the  joint  petition  of  the  Postmaster- 
General  and  respondent  carriers,  the  Commission  has  amended 
its  order  in  the  railway  mail  pay  case,  No.  9200,  by  making  the 
following  additions  and  modifications: 

1.  By  adding  to  section  3  thereof  the  following: 

The  fair  and  reasonable  rate  of  payment  for  transportation  of 
mail  matter  on  and  after  December  1.  1921.  for  each  mile  of  service 
by  a  70-foot  storage  car  is  40%  cents.  The  rules  governing  service 
by  a  60-foot  storage  car  shall  apply  to  service  by  a  70-foot  storage 
car. 

2.  By  modifying  the  first  paragraph   of  section   4   to  read 
as  follows: 

Where  authorizations  are  made  for  cars  or  apartments  of  the 
standard  lengths  of  60,  30  and  15  feet,  and  the  railroad  company  is 
unable  to  furnish  such  cars  or  apartments  of  the  length  authorized, 
but  furnishes  cars  or  apartments  of  lesser  length,  but  which  are 
accepted  by  the  department  to  be  sufficient  for  the  service  payment 
•hall  be  made  only  for  the  actual  space  furnished  and  vised,  the 
compensation  to  be  not  exceeding  pro  rata  of  that  provided  for  the 
standard  length  authorized.  The  postmaster  general  may  accept  cars 
and  apartments  of  greater  length  than  those  of  the  standard  re- 
quested, but  no  compensation  shall  be  allowed  for  such  excess  lengths 
except  that  where  an  oversize  car  is  furnished  storage  units  may  be 


VALUATION  REPORTS 

The  Commission  has  published  a  tentative  final  valuation 
on  the  property  of  the  Rock  Island-Frisco  Terminal  Railway 
Company  as  of  June  30,  1915.  The  tentative  final  value  of  prop- 
erty owned  is  $2,035,988  and  of  the  property  used  is  $2,089,674. 
The  cost  of  reproducing  new,  exclusive  of  land  value,  is  $589,- 
688,  and  reproduction  less  depreciation,  $499,189. 

In  a  tentative  final  valuation  of  the  property  of  the  Virginia 
Southern  Railroad  Company  as  of  June  30,  1916,  the  Commis- 
sion stated  the  final  value  of  the  property  owned  in  use  for 
common  carrier  purposes  to  be  $127,551.  The  cost  of  repro- 
duction new  was  put  at  $148,264  and  reproduction  less  depre- 
ciation $119,938. 

The  tentative  final  value  of  the  Pickens  Railroad  Company 
as  of  June  30,  1916,  has  been  stated  by  the  Commission  at  $126,- 
426;  the  cost  of  reproduction  new  at  $131,325,  and  reproduction 
less  depreciation  at.  $103,798. 

The  Commission  has  issued  a  tentative  final  valuation  re- 
port on  the  property  of  the  Paris  &  Mt.  Pleasant  Railroad  Com- 
pany as  of  June  30,  1918,  in  which  the  value  is  fixed  at  $813,771. 
The  road  is  wholly  within  the  state  of  Texas,  running  from 
Paris  to  Mt.  Pleasant.  It  owns  51.455  miles  of  main  tracks  and 
7.807  miles  of  yard  tracks  and  sidings.  The  company  has  issued 
a  total  of  $75,000,  par  value  of  stock,  and  $600,000,  par  value,  of 
bonds,  all  of  which  were  outstanding  on  date  of  valuation.  The 
carrier  also  has  issued  $667,044.35,  par  value,  of  notes,  of  which 
amount  $634,512.71,  par  value,  had  been  retired  on  date  of  valua- 
tion, leaving  a  balance  of  $32,531.64. 


HEARING   POSTPONED 

At  the  request  of  complainants,  hearing  in  No.  13059,  Ameri- 
can Radiator  Co.  vs.  Director-General,  which  was  to  have  taken 
place  before  Examiner  Hosmer  in  Chicago,  November  23,  was 
postponed  until  December  16.  The  case  involves  intrastate  rates 
on  sand  in  Ohio.  The  postponement  was  made  in  order  to  give 
the  opposing  parties  time  to  confer,  it  being  expected  that  a  set- 
tlement would  result. 


DISCUSS   PUBLIC   OWNERSHIP 

The  Public  Ownership  League  of  America,  which  closed  a 
three-day  session  in  Chicago,  November  21,  discussed,  in  addi- 
tion to  a  number  of  other  subjects,  the  question  of  public  owner- 
ship of  the  railroads.  Glenn  E.  Plumb  was  the  principal  speaker 
on  the  subject,  advocating  the  railway  employes'  plan  for  public 
ownership,  usually  called  the  Plumb  plan.  At  the  various  ses- 
sions of  the  conference  speakers  appeared  supporting,  in  general, 
the  plan  proposed  by  Mr.  Plumb  and  criticizing  the  present  man- 
agement of  the  roads.  Among  them  were  Warren  S.  Stone, 
president  of  the  Brotherhood  of  Locomotive  Engineers,  and  a 
number  of  other  railroad  union  executives. 


EXPERIMENTAL    OPERATION 

The  Commission  has  extended  the  experimental  period  from 
November  22  to  December  22,  during  which  the  Atlanta  &  St. 
Andrews  Bay  Railway  Company  is  to  operate  the  branch  of  its 
road  between  Panama  City  and  St.  Andrews,  Fla.  That  company 
asked  for  a  certificate  authorizing  it  to  abandon  the  operation 
of  that  branch.  The  Commission  gave  conditional  authority.  The 
condition  was  that  the  branch  should  be  experimentally  operated 
for  two  months,  so  that  it  might  have  data  gathered  during  that 
period  to  determine  whether  it  should  issue  a  permit  without 
conditions,  authorizing  abandonment. 
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Mr.  Traffic  Manager 

Let  Us  Help  You  Solve  Your 
Export  Traffic  Problems 


In  our  organization  you  will  find  men  of 
broad  experience  whose  knowledge  may 
prove  of  material  assistance. 

Consult  with  us  relative  to  a  service  with  a 
scope  starting  from  the  time  your  goods 
leave  the  factory  and  ending  when  the 
ocean  documents  are  dispatched. 

THE  W.  L.  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 

Export  Shipping  for  Account  of  Principals  Throughout  the  World. 

(Main  Office) 
Suite  1317-1326  Hibcrnki  Bank  Building 

NEW  ORLEANS 

401  Produce  Exchange  2nd  Floor  Steele  Bldg. 

NEW  YORK  CITY  GALVESTON 

SIS  Railway  Exchange  Bldg. 
Kansas  City,  Mo. 

Direct  Private  Wire  Service  Between  All  Office* 


MEXICO 

Exporters.  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write   u»  for  full  particular!  and  requett 
a  copy  of  our  shipping  inttructiortt. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch.,  in  all  Principal  Cities  in  the  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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RATES  ON  RAILS  AND  FASTENINGS 

The  complainants  in  No.  13054,  Hyman-Michaels  Company 
and  American  Trading  Company  vs.  Director-General,  hearing 
on  which  was  held  before  Examiner  Howard  Hosmer  in  Chicago, 
November  25,  charged  that  the  rates  on  second-hand  rails  and 
rail  fastenings  shipped  from  Scott  City,  Kan.,  to  destinations  in 
Illinois,  Indiana,  Missouri,  New  York  and  New  Jersey,  in  the 
period  from  March  1,  1918,  to  April  1,  1919,  were  unreasonable 
because  and  to  the  extent  that  they  exceeded  rates  alleged  to 
have  been  promised  by  traffic  officials  of  the  Santa  Fe  prior  to 
the  time  the  roads  were  taken  over  by  the  government. 

A.  L.  Dreher,  traffic  manager  for  the  Hyman-Michaels  Com- 
pany, said  that  he  had  consulted  F.  B.  Houghton,  traffic  man- 
ager of  the  Santa  Fe,  before  his  company  purchased  the  aban- 
doned railroad  mileage  from  which  the  rails  and  fastenings  were 
salvaged.  He  said  the  rates  promised  by  Mr.  Houghton  were 
taken  into  account  when  fixing  the  selling  price  for  the  second- 
hand material  and  that  his  company  had,  therefore,  been  dam- 
aged to  the  extent  that  the  rates  paid  were  above  those  he  said 
were  promised  in  a  letter  from  Mr.  Houghton — namely,  $4.17  a 
gross  ton  on  rails  and  $3.72  a  net  ton  on  fastenings  to  St.  Louis 
and  $5.29  a  gross  ton  on  rails  and  $4.72  a  net  ton  on  fastenings 
to  Chicago. 

Instead  of  applying  these  rates  to  the  two  points  mentioned 
and  using  them  as  proportionals  on  rates  to  the  other  points 
involved,  the  witness  said  that,  in  lieu  of  the  full  fifth  class 
rates  which  were  the  only  ones  published  for  the  movements, 
the  carriers  used  the  Colorado  common  points  rates,  which  re- 
sulted in  rates  ranging  from  $5.35  a  net  ton  on  rails  and  fasten- 
ings to  Granite  City,  111.,  to  $17.20  a  net  ton  on  fastenings  to 
Jersey  City. 

F.  E.  Andrews,  appearing  for  the  Director-General,  took  the 
position  that  that  official  ought  not  be  held  to  promises  made 
by  traffic  officials  on  individual  lines.  He  also  sought  to  prove 
that  the  complaining  companies  had  made  a  profit  on  the  sale 
of  the  second-hand  material,  and  that  the  advance  in  the  market 
price  in  these  commodities  in  the  time  intervening  between 
their  purchase  and  sale  by  the  complaining  companies  more 
than  made  up  for  any  disability  they  suffered  by  being  required 
to  pay  a  higher  rates  than  was  figured  on  when  arranging  their 
selling  prices. 


WESTERN  PACIFIC  BONDS 
The  Western  Pacific  has  been  authorized  to  issue  and  sell 
$3,000,000  of  first  mortgage  bonds  at  not  less  than  940  and  ac- 
crued interest,  the  money  to  be  used  in  the  acquisition  of  five 
Mikado  type  freight  locomotives,  400  steel  underframe  gondola 
cars  and  1,500  steel  underframe  box  cars. 


LAND   PURCHASE    BY   N.  Y.  N.   H.  &    H. 

The  N.  Y.  N.  H.  &  H.  has  been  authorized  to  assume  lia 
bility  for  a  note  of  $85,000,  made  by  J.  A.  Cullen,  February  16 
1921,  in  connection  with  the  purchase  of  land  for  company  pur 
poses  at  Waterbury,  Conn. 


LOAN   TO  C.   C.  &   C. 

The  Commission  has  approved  a  loan  of  $45,000  to  the  Cow 
litz,  Chehalis  &  Cascade  Railway  Company  to  aid  the  companj 
in  meeting  its  maturing  indebtedness  and  in  providing  itself 
with  additions  and  betterments. 


PETITION   FOR  CONTROL 

The  Union  Pacific  has  filed  an  application  with  the  Commission 
for  authority  to  acquire  control  of  the  Saratoga  &  Encampment 
Railroad  Company,  whose  line  extends  from  a  connection  with 
that  of  the  applicant  at  Walcott,  Wyo.,  to  Encampment,  Wyo.,  a 
distance  of  44.77  miles. 


A.  G.  S.   BONDS 

The  Alabama  Great  Southern  has  applied  to  the  Commission 
for  authority  nominally  to  issue  $1,232,000  of  first  consolidated 
mortgage  5  per  cent  bonds,  payable  December  1,  1943,  and  to 
hold  them  in  its  treasury  until  the  further  order  of  the  Com 
mission. 


CHANGES  IN  DOCKET 

Hearing  in  13101,  Southern  Manganese  Corp.  vs.  Director 
General,  assigned  for  Nov.  19  at  Anniston,  Ala,  was  postponed 
to  a  date  to  be  hereafter  fixed. 

Hearing  in  12952,  12991,  13170,  13042,  13043  and  13044,  as 
signed  for  November  25  at  Cape  Girardeau,  Mo.,  was  canceled 


Digest  of  New  Complaints 


No.  13120,  Sub.  No.  6.     J.  Pratt  Carroll,  Inc.,  New  York  City,  vs.  Penn- 
sylvania. 

Alleges  defendant  has  refused  to  refund  cartage  expense  in- 
curred Because  of  failure  to  deliver  cars  of  tomatoes  as  billed  from 
Perrine,  Fla.,  to  New  York  City,  and  stopped  at  Jersey  City.  Asks 
reparation. 

No.  12949,  Sub.  No.  1.    The  Mangelsdorf  Seed  Co.  et  al.,  Atchison,  Kan., 
vs.  Aberdeen  &  Rockfish  et  al. 

Complains  of  discriminatory  rates  on  Sudan  seed,  L.  C.  L.,  due 
to  unjust  and  unreasonable  ratings^  Asks  that  defendants  be  re- 
quired to  apply  in  the  future  4th  class  rating  on  sudan  seed, 
it.  C.  L.,  in  "Western  Classification  territory  and  6th  class,  L.  C.  L., 
in  Southern  Classification  territory",  and  reparation. 

No.  13247.     John   L.   Schultz   Sons    Co.,   Inc.,   Syracuse,    N.   Y.,   vs.   Di- 
rector General,  as  agent. 

Unjust  an*  unreasonable  rates  on  apples  from  Nova  Scotia  to 
Marion,  N.  Y.  Asks  reparation. 

No.  13248.     Hawthorns   &  Co.,   Ltd.,    Leith,   Scotland,   vs.    D.   L.   &  W. 
et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  unjustly  discrim- 
inatory storage  charges  on  steel  plates  at  Atlantic  seaboard.  Asks 
just  and  reasonable  rates  and  rules  and  regulations  governing 


storage  Charges  and  reparation..,}^ 

du.-ls   Co.. 
Director  General,  as  agent. 


No.  13249.     The   Seneca   Fibre   Produr 


Seneca   Falls,   N.   Y.,    vs. 


Unjust  and  unreasonable  rates  on  paper  box  board  from  Skan- 
eateles  Junction  to  Seneca  Falls.     Asks  reparation. 

No.  13250.     The   Tallulah   Cotton   Oil   Co.,   Tallulah,   La.,    vs.    Mo.    Pac. 
et  al. 

Unjust  and  unreasonable  rates  on  cottonseed  meal  and  products 
from    Tallulah    to    points    in   Louisiana   and    Arkansas.      Asks    just 
and  reasonable  rates  and  reparation. 
No.  13251.     M.  H.  AVolfe  &  Co.,  Dallas,  Tex.,  vs.  I.  &  G.   N.  et  al. 

Unjust    and    unreasonable    rates    on    cotton    from    points    on    the 
Sugar  Land  in   Texas   to  Galveston   for  export.      Asks   reparation. 
No.  13252.     The  St.  Clair  Brick  Co.,  St.  Clair,  Mich.,  vs.  Grand  Trunk 
Western  et  al. 

Unjust  and    unreasonable    rate   on   brick    from    St.    Clair   to   De- 
troit via  Port  Huron.     Asks  reparation. 

No.  13253.     Premier  Coal  Co.  et  al..  Ogden  City,   Utah.   vs.  Union  Pa- 
cific et  al. 

Unjust    and    unreasonable    rates    on    water    between    points    in 
Wyoming.      Asks    reparation. 

No.  13254.      General    American    Tank    Car    Corporation,    Chicago,    vs. 
Pennsylvania. 

Unjust   and    unreasonable   demurrage    charges    on    k.    d.    railway 
gondola  car  material   for  export  to  China.     Asks  reparation. 
No.  13255.     American  Publishing  Co.,  Austin,  Tex.,   vs.   Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  rates  on  newsprint  paper  from  Inter- 
national Falls,   Minn.   ,to  Austin.   Tex.     Asks  reparation. 
No.  13256.      David    Lupton's   Sons    Co.,    Philadelphia,    vs.    Pennsylvania 
et  al. 

Attacks  fifth  class  rate  on  window  frames  and  sash  from  Phila- 
delphia to  Hellgate  Station.  N.   Y.     Asks  reparation. 
No.  13257.     Louisiana   &   Pine  Bluff  Railway  Co.  vs.  Director  General, 
as  agent. 


\sks  for  order  requiring  defendant  to  pay  to  complainant  ou 
of  joint  through  rates  in  effect  during  federal  control  on  lumbe 
and  other  forest  products  allowance  for  the  haul  from  Huttig  t 
Dollar  Junction,  Ark. 

No.  13258.     The  Webb  Fuel  Co.,  Ferhdale,  W.  Va.,  vs.  Director  Gen 
eral,  as  agent. 

Unjust  and  unreasonable  rates  on  coal  from  Ferndale  to  Madrj 
Siding,  N.  C.  Asks  reparation. 

No.  13259.     Miller  &  Lux,  Inc.,  Carson  City,  Nev.,  vs.  Director  Genefe 
as  agent,  Southern  Pacific  et  al. 

Unjust  unreasonable,  unduly  discriminatory,  unduly  preierenti; 
and  prejudicial  charges  for  the  transportation  of  caretakers  of  liv 
stock.  Asks  reparation. 

No.  13260.     Gila  Water  Co.  et  al.,  Phoenix,  Ariz.,  vs.  Arizona  Eastern 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unreasonabl\ 
prejudicial  rates  on  cement  from  Crestmore,  Calif.,  to  destination 
in  Arizona.  Asks  cease  and  desist  order,  just  and  reasonable  rate 
and  reparation. 

No.   13261.     United   Iron  Works.    Inc.,   Kansas   City.    Mo.,    vs.    Directo 
General,  as  agent,  Kansas  City  Southern  et  al. 

Unjust,   unreasonable,   unjustly  discriminatory   and  unduly  pref 
erential  and  prejudicial   rates  on   sand  from  Kansas  City,   Mo.,   t 
Okmulgee,  Okla.     Asks  reparation. 
No.  13262.     Robert  C.  Sutton,  San  Antonio,  Tex.,  vs.  Director  Genera 
as  agent. 

Unjust   and   unreasonable   rate   on   cattle    from    Sulphur,    La.,    t 
Rock  Island,  Tex.     Asks  reparation. 
No.    13263.      Washburn-Crosby    Co.,    Minneapolis,    Minn.,    vs.    Directo 
General,  as  agent. 

Alleges  that   diversion    charge   of   $5   per  car  on  wheat   at   Mm 
neapolis  in  October  and  November,  1919,  was  in  violation  of  tariff 
provisions.     Asks  reparation. 
No.    13264.      Producers'    Refining   Co.,    Tulsa,    Okla:,    vs.    Ft.    Worth    &. 
Denver  City  et  al. 

Unjust,    unreasonaWe,   prejudicial  and   preferential   rates   on   pa 
oil  from  Gainesville,  Tex.,  to  Denver  and  Pueblo,  Colo.     Asks  ceas 
and  desist  order  and  just  and  reasonable  rates. 
No.   13265.     South   Shore  Cedar  Co.   et  al.,  Minneapolis.   Minn.,  vs.   Di 
rector  General,  as  agent. 

Unlawful,  unauthorized,  unjust  and  unreasonable  rates  on  <•• 
posts,   poles,    piling,   logs   and  wood   bolts   from   points   in   norther 
peninsula  of  Michigan   and  northeastern   Wisconsin  to  Dollarville. 
Rscanaba     and    Menominee,     Mich.,     and     Marinette,     Wis.       A^ks 
reparation. 

No.   13267.     San   Luis  Valley   Federation  of  Commerce   et  al.,  RomeoJ 
Colo.,  vs.  Director  General,  as  agent,  et  al. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref  J 
erential  or  prejudicial  rates  on  grain  or  grain  products,  fruits  and' 
vegetables,  forest  products  and  live  stock,  etc.,  between  points  in 
California,  Arizona,  Colorado  and  other  states  because  combina- 
tions of  local  rates  are  assessed.  Asks  just,  reasonable  and  non-fl 
discriminatory  rates  and  reparation. 

No.   13268.     Natchez    (Miss.)    Chamber  of  Commerce  et  al.   vs.   Illinois^ 
Central  et  al. 

Unjust    and    unreasonable    rates    on    sugar,    C.    L.,    from    NeiMB 
Orleans  to  Natchez.     Asks  for  rate  not  exceeding  31c  per  100  Ibs. 
for  the  future,  and  reparation. 

No.  13269.    Northwestern. ^raffic  and  Service  Bureau,  Inc.,  Minneapolis! 
Minn.,  vs.  C.  B.  &  Qt.et  al. 

Unjust,    unreasonable    and    unlawful    rates    on    soft    coal    fron« 
Alger,    Wyo..    to   Grand    Junction.    la.      Asks    just    and    reasonaM*" 
rates  and  reparation. 
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Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.  The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2^  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due  to  tuberculosis  is  more  than 
$500,000,000  annually. 
It  is  your  responsibility  to  combat 
this  human  and  economic  waste. 


Do  it  with  Christmas  Seals. 


Christmas  Sea 


ristmas  Mail 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  MOMENTUM  .  Dec.  12  SS  EASTERN  SAILOR  .  Jan.  23 
SS  WEST  KADER  ....  Jan.  2  SS  VINITA Feb.  13 

Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE   .  .  .  Det.  17 
SS  WEST  KEATS  ....  Jan.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO.,  « .}£?£*  cuy"'' 
UNITED  AMERICAN  LINES,  INC.,  3"  So£hhi<£oSa!u  Stre<*' 
R.  T.  JOHNS  &  COMPANDING.,  —  *£»„„„_ 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  this  new  big  pay  field  DOW  I  The  trifle  director  of  a  Detroit 
concern  earn*  119.500  a  year — a  Cleveland  traffic  man  receive*  121,00*. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number  - 
lew  traffic  position!  pay  from  12,600  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  reward*  are  big.  Thou- 
sands of  men  are  needed  now.  Thy  don't  yon  qualify  fsr  e«  ef  these 
biz  pay  jobsT 

Learn  in  Spare  Time 

You  can  quickly  muter  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Auo- 
ciation  staff  of  experts  can  qualify  you  for  a  ffood  traffic  job  in  an 
amazingly  abort  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  qualified  we  assist  yon  to  seevn 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  as  send  yon  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  cas 
help  yon  to  a  lasting  success  and  a  position  of  prestige  and  important*. 
Don't  delay  1  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  211-D  4043  Drexel  Blvd.,  Chicago,   10. 


Issued  for  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  in  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET   US  SEND  YOU  SAMPLE  PACES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 
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No    13270      The  Joseph  W.  Cottrell  Lumber  Co.,  Pittsburgh,  Pa.,  vs. 
'  Director  General,  as  agent.  Pennsylvania,  Eastern  Lines. 

Unjust  and  unreasonable  rates  on  wooden  poles  top  long  to  be 
loaded  in  a  single  car,  from  Bedford,  Pa.,  to  Wilkinsburg.  Pa. 
Asks  for  application  of  rate  on  timbers  between  the  same  points, 
and  reparation. 

No.  13271.     M.  L.  Butcher,  Kansas  City,  Kan.,  vs.  Director  General,  as 
agent.  Santa  Fe  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  coal 
from  various  points  in  Missouri  and  Kansas  to  Argentine  (Kansas 
City),  Kan.  Asks  reparation. 

No    13272.     Boston  Wool  Trade  Assn.  vs.  Arizona  &  New  Mexico  et  al. 

Unjust  and  unreasonable  rates  and  charges  on  wool  moving  raii- 

and-water  from  west  of  the  100th  meridian  to  Boston  in  that  no 

provision  is  made  for  stoppage  in  transit  to  finish  loading.     Asks 

for  reasonable  rates  and  regulations  governing  such  privilege. 

No.  13274.    The  National  Association  of  Sand  and  Gravel  Producers  vs. 
Union  Pacific  et  al. 

Attacks  reasonableness  of  rates  on  sand,  gravel  and  crushed 
stone  between  points  in  states  west  of  Mississippi  River.  Asks 
just  and  reasonable  rates. 

No.  13275.     The  W.  H.  Chandler  Co.,  Scranton,  Pa.,  vs.  Director  Gen- 
eral, as  agent. 

Excessive  charges  on  twenty -two  carloads  of  grapes  received  at 
Scranton,  Pa.,  from  Jessup  and  Old  Forge,  Pa.,  due  to  unjust 
weight  applied.  Asks  reparation. 

No.  13276.    The  Dey  Manufacturing  Co.,  Cleveland,  O.,  vs.  Philadelphia 
&  Reading  et  al. 

Unjust,  unreasonable,  unduly  preferential  and  prejudicial,  as 
well  as  in  violation  of  fourth  section,  rates  on  final  molasses  from 
Philadelphia,  Pa.,  to  Cleveland,  O.  Asks  cease  and  desist  order, 
just  and  reasonable  rates  and  reparation. 

No.  13277.     The  American  Clay  Products  Co.,  Zanesville,  O.,  vs.  Penn- 
sylvania et  al. 

Unjust  and  unreasonable  rates  on  stoneware  from  Roseville,  O.. 
to  Houston,  Tex.,  to  the  extent  that  they  exceeded  the  contempo- 
raneous aggregate  of  the  intermediate  rates  to  and  beyond  St. 
Louis.  Also  that  the  rates  were  and  are  unduly  preferential  and 
prejudicial.  Asks  cease  and  desist  order,  just  and  reasonable 
rates  and  reparation. 

No.   13278.     Trojan  Powder  Co.,  Allentown,  Pa.,  vs.  Central  R.  R.   Co. 

Unjust,    unreasonable,    unjustly    discriminatory,    unduly    prefer- 


ential or  prejudicial  rates  on  23  carloads  of  nitrate  of  soda  from 
New  York  City  to  Seiple,  Pa.     Asks  reparation. 
No.  12704,  Sub.  No.  3.     Oklahoma  Portland  Cement  Co.,  Ada,  O 

°'uri'just?'untr<fasonable.   unduly  prejudicial   and  preferential   rates 
on  cement  from  Ada,  Okla.,  to  destinations  m  Kansas.     Asks  just 

No.  C13279r.ealpenceer  Kellogg  •&  Sons,  Inc.,  New  York  City,  vs.  Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  cocoanut  oil  from  Underclif 
to  Jersey  City,  N.  J.,  because  through  fifth  class  joint  rate  of 
12c  was  charged  while  lower  combination  rates  were  in  effect. 


No,    iMoAmerican    Trona    Corporation,    New    York,    vs.    Southern 

Pacific  et  al. 

Unjust  and  unreasonable  rates  on  potash  from  Trona,  Calif.,   t< 

San  Pedro,  Calif.,  for  movement  beyond  by  water.     Asks  just  and 

reasonable  rates  and  reparation. 
No.  13281.     Smokeless  Fuel  Co.  et  al.,  Charleston.  W.  Va.,  vs.  Norfolk 

&  Western. 

Unjust,    unreasonable   and   unlawful   demurrage   charges   on    coal 

for  transshipment  by  vessels  at  Norfolk  and  Lambert  s  Point,  Va. 

Asks  for  demurrage  rules  which  shall  be  just  and  reasonable  and 

for  adjustment  of  pending  bills  upon  that  basis. 
No.  13282.     Spencer  Kellogg  &  Sons,  Inc.,  New  York  City,  vs.  Director 

General,  as  agent. 
Unjust  and  unreasonable,   unlawfully  discriminatory  and  unduly 

prejudicial   rates  on   copra  from   Port   Norfolk,   Va.,    to  Underclift, 

N    J     because  in  excess  of  cottonseed  oil  rates.     Asks  reparation. 
No.    13283.      General    Gas    Light   Co.,    Kalamazoo,    Mich.,    vs.    Alabama 

Great  Southern  et  al. 

Unjust,     unreasonable,     unduly     prejudicial     and     discriminatory 

classification  of  a  gas  house-heating  appliance  known  as  Radiant- 

fire.     Asks  for  same  classification  not  in  excess  of  the  one  applied 

to  iron,  charcoal,  wood  or  cost  iron  stoves  and  ranges. 
No.   13284.     French   Battery  and  Carbon   Co.,    Madison,   Wis.,   vs.   Chi- 

cago &  Northwestern  et  al. 

Unjust  and  unreasonable  rating  on  ground  petroleum  coke  from 

Kaulmont,  Pa.,  to  Madison.  Wis.     Asks  for  sixth  class  rating  and 

reparation. 
No.   13285.     Imperial  Cotton  Oil  Co.,  Macon.   Miss.,  vs.  Alabama  Great 

Southern  et  al. 
Unjust  and  unreasonable  rates  on  cottonseed  from  points  on  the 

Alabama.  Tennessee  &  Northern  R.  K.  Corporation  to  Macon.  Miss. 

Asks  for  just  and  reasonable  rates. 


Docket  of  the  Commission 


Note.  Items  In  the  Docket  marked  with  an  asterisk  (•)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

November  28 — Washburn,  Wis. — Examiner  Shanafelt: 

Finance  Docket  1589 — Application  of  Nor.  Pac.  Ry.  Co.  for  certificate 

of  public  convenience  and  necessity. 
November  28 — Ft.  Smith.  Ark. — Examiner  Fuller: 
13189 — The  Ozark  Cider  &  Vinegar  Co.  vs.  Director  General. 
13080 — Ballman-Cummings  Furniture  Co.  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
November  28 — New  Orleans,  La. — Examiner  Woodrow: 

(2886 — Fleming  Bros,  e  al.  vs.  Garyville  Northern  et  al. 
November  28 — Kansas  City,  Mo. — Examiner  McQuillan: 
13001 — The   Chamber  of  Commerce  of  Kansas   City,   Mo.,   vs.   Alex- 
andria &  Western  et  al. 
13002 — Kansas  City   Live   Stock   Exchange   vs.   Abilene    &   Southern 

et  al. 

November  28 — San  Francisco,  Calif. — Examiner  Pattison: 
9922 — Lake  Charles  Rice  Milling  Co.   of  La.   vs.   Director  General. 

Abilene  &  Northern  et  al. 

13156 — N.  Clark  &  Sons  vs.  Director  General. 
November  28 — Philadelphia,  Pa. — Examiner  Mattingly: 
12951 — John  A.  Roebling's  Sons  Co.  vs.  West.  Md.  et  al. 
12980 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General. 
12994 — The  Wm.  Cramp  &  Sons  Ship  &  Engine  Building  Co.  vs.  Di- 
rector General. 

November  28 — New  York.  N.  Y. — Examiner  Flynn: 
13089 — International  Steel  Corp.  vs.  Director  General  and  Frie. 
13090 — International  Steel  Corp.  vs.   P.  &  R. 
November  28 — Argument  at  Washington,  D.  C.: 
12137 — West  Virginia  Metal  Products  Cor.  vs.  B.  &  O.  et  al. 
11988 — Fox  Paper  Co.  et  al.  vs.  Director  General. 
11924 — Oliphant  Johnson  Coal  Co.  et  al.  vs.  C.  &  E.  I.  et  al. 
11925— Oliphant  Johnson  Coal  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  et  al. 
11930— Oscar  Mayer  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 
November  28 — Boise,   Ida. — Examiner  Disque: 

Fourth  Section  Apps.  11948.  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 

November  29 — Raleigh.  N.  C. — Corporation  Commission  of  N.  C. : 
*  Finance    Docket    1520 — Application   of   Norfolk   Southern    R.    R.    Co., 
lessee,  to  abandon  the  operation  of  Carthage  &  Pinehurst  R.   R., 
and  of  Carthage  &  Pinehurst  R.  R.  Co.  to  take  up  said  line. 
November  29 — San  Francisco,  Calif. — Examiner  Pattison: 
I.  and  S.   1436 — Class  and  commodity  rates  between  California  and 

Oregon,  Washington. 

November  29 — Philadelphia,  Pa. — Examiner  Mattingly: 
12818 — Keystone  Elevator  and  Warehouse  Co.   vs.   Director  General 

and  Pa.  R.  R, 

November  29 — New  York,   N.  Y.— Examiner  Flynn: 
13172 — Board    of   Commissioners   of   the    city    of   Hoboken,    etc..    vs. 

D.  L.  &  W. 

November  29 — Argument  at  Washington,  D.  C. : 
11941 — Coma  vs.  St.   L.-S.  F.  Ry.  et  al. 
11756 — Bangor  &  Aroostook  R.  R.  Co.  et  al.  vs.  Aberdeen  &  Rockflsh 

et  al. 

November  30 — Philadelphia,  Pa. — Examiner  Mattingly: 
»  12904 — J.  L.  Mott  Co.  et  al.  vs.  Pa.  R.  R.  et  al. 
November  30 — Atchison,   Kans. — Examiner  McQuillan: 
12949 — The  Mangeladorf  Seed  Co.  vs.  O.  B.  &  Q.  et  al. 
12949  (Sub.  No.  1) — The  Mangelsdorf  Seed  Co.  et  al.  vs.  Aberdeen  & 
Rockflsh  et  al. 


November  30 — Chicago,  111. — Examiner  Hosmer: 

13028 — George  Green  Lumber  Co.  et  al.  vs.  Ann  Arbor  et  al. 
November  30 — Lake  Charles,   La. — Examiner  Woodrow: 

12354 — Lake  Charles  Naval  Stores  Co.  vs.  Director  General,  K.  C.  S. 

et  al. 

November  30 — Argument  at  Washington,   D.  C.: 
12042 — Anderson  &  Gufstafson,  Inc.,   et  al.   vs.   Director  General,   M, 

K.   &  T.   et  al. 

11999 — West  Kentucky  Coal  Bureau  vs.   L.   &  N.  et  al. 
12025 — Chicago  Roller  Co.  et  al.  vs.  Director  General,  A.  T.  &  S  F. 

et  al. 

12006 — Keokuk  &  Hamilton  Bridge  Co.  vs.  Wabash  Ry.  et  al. 
November  30 — Washington,  D.  C. — Division  4: 

Finance   Docket   1592 — In   the  matter  of  authorizations  under  para- 
graph 12  of  section  20a  of  the  act  to  hold  the  position  of  officer  or 
director  of  more  than  one  carrier. 
December  1 — New  York,  N.  Y. — Examiner  Flynn: 

I.  and  S.  1433— Cancellation  of  class  rates  between  N.  Y.  N.  H.  &  H. 
R.  R.  stations  and  L.  I.  R.  R.  points  within  the  borough  of  Brook- 
lyn. 
December  1 — St.  Joseph,  Mo.— Examiner  McQuillan: 

13094 — Grain   Belt  Mills  Co.  vs.  A.   T.  &  S.   F.  et  al. 
December  1 — Tulsa,  Okla. — Examiner  Fuller: 
12228 — Bradford  Rig  &  Reel  Co.  vs.  Director  General,  A.  T.  &  S.  F. 

et  al. 

13099 — Producers  Refining  Co.  vs.  M.  K.  &  T.  of  T. 
December  1  and  2 — Argument  at  Washington,  D.  C. : 
Finance   Docket  1165— Application  of  the  N.  Y.   O.  R.  R.   for  certifi- 
cate of  public  convenience  and  necessity. 
December  1 — Los  Angeles,  Calif. — Examiner  Pattison: 

13151 — Klein-Simpson  Fruit  Co.  vs.  Director  General. 
December  1 — Spokane,  Wash. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 
December  2— Chicago,   111. — Examiner  Hosmer: 

12986— Wisconsin    Traffic   Assn.    vs.   Algoma   Central    &   Hudson    Bay 

Ry.  et  al.     Such  fourth  section  departures  as  may  exist. 
December  2 — Beaumont,  Tex. — Examiner  Woodrow: 

11220 — Orange  Rice  Mill  Co.  vs.  Director  General,  La.  West,  et  al. 
'11464 — Beaumont   Chamber   of   Commerce   vs.    Director   General,    La. 

West,  et  al. 

11520 — Beaumont   Chamber   of  Commerce   vs.   Director  General,   La. 
West,  et  al. 

December  3 — Argument  at  Washington,  D.  C. : 

11980 — Michigan  R.  R.  Co.  vs.  Pere  Marquette  et  al. 

11962 — Western  Petroleum  Refiners'  Assn.  vs.  A.  &  R.  et  al. 

December  5 — Chicago,  111. — Examiner  Hosmer: 

13061 — Universal  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
December  5 — Lincoln,   Nebr.— Examiner  McQuillan: 

12962— S.  A.  Foster  Lumber  Co.  vs.  Valley  &  Siletz  R.  R.  et  al. 
December  5 — Phoenix,  Ariz. — Examiner  Pattison: 

13068 — In  the  matter  of  intrastate  rates  of  the  Am.  Ry.  Exp.  Co.  inf 
the  state  of  Arizona, 

December  5 — Shreveport,  La. — Examiner  Woodrow: 
12988 — Waterman  Lumber  Co.  vs.  St.  L.-S.  F.  et  al. 

December  5 — Portland,   Ore. — Examiner  Disque: 
Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Appa.  11940,  12118  and  12094. 

December  6 — Portland,  Ore. — Examiner  Disque: 

*  Fourth  Section  App.  12125  of  S.  J.  Henry. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  lor  Atlantic,  Gull  &  Pacific  Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.  HELLER.   Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  Manager 
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December  6 — Omaha,  Nebr. — Examiner  McQuillan: 
13077 — Morrill-Higgins  Co.  vs.  Director  General. 
December  7 — Argument  at  Washington,  D.  C. : 
11894 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Indiana. 
I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  111.,  St.  Louis, 

Mo.,   and  intermediate  main  line  points. 
12157— Kansas  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12163 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
12164 — Kansas  Rock  Salt  Co.  et  al.  vs.  Director  General. 
December  7 — Kansas  City,  Mo. — Examiner  Cassidy: 

I.  and  S.  1425  (and  first  supplemental  order) — Reduced  rates  on  coal 

to  Kansas  City,  Mo. 

December  7 — Chicago,  111. — Examiner  Hosmer: 
11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 

12071 — Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
December  8 — Washington,  D.  C.^Examiner  Pitt: 
•  Fourth  Section  App.  12099  of  Pa.  R.  R.  Co.  (passenger  fares). 
December  8 — Argument  at  Washington,  D.  C. : 
I.  and  S.  1421 — Penalty  charge  on  lumber  held  for  reconsignment. 
I.  and  S.  14O3 — Railroad  space  rental  charges  on  compressed  and  un- 
compressed cotton  at  Louisiana  ports. 

12268 — Board  of  Railroad  Commissioners  of  the  State  of  South  Da- 
kota vs.  C.  &  N.  W.  et  al. 

December  8 — San  Francisco,  Calif. — Examiner  Disque: 
Fourth  Section  App.  11985. 
Fourth  Section  Apps.  11940,  12118  and  12094. 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
December  8 — Kansas  City,  Mo. — Examiner  McQuillan: 

13033 — The  Atchison  Board  of  Trade  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
December  9 — Argument  at  Washington,  D.  C. : 
11472— California  Packing  Corp.  et  al.  vs.  Director  General. 
11329 — Jacobs,  Malcolm  &  Burtt  vs.  Director  General  and  Sou.  Pac. 
11329   (Sub.   No.   1) — Jacobs,   Malcolm  &   Burtt  vs.   Director  General 

and  A.  T.  &  S.  F. 

11643 — Sunlit  Fruit  Co.  et  al.  vs.  Director  General.  Sou.  Pac.  et  al. 
11215 — Sunlit  Friut  Co.  et  al.  vs.  Director  General  and  Sou.  Pac. 
10745— National  Wholesale  Grovers'  Assn..  of  the  U.  S.  vs.  Director 

General,  Alabama  &  Vicksburg  et  al. 
10745  (Sub.  No.  1) — Southern  Wholesale  Grocers'  Assn.  et  al.  vs.  Sou. 

Ry.  et  al. 

December  9 — Oklahoma  City,  Okla. — Examiner  Pattison: 
13163 — In   the   matter  of  intrastate   rates  of  the  Am.   Ry.   Exp.   Co. 

between  points  in  the  state  of  Oklahoma. 
December  10 — Houston,  Tex.— Examiner  Woodrow: 
9922 — Lake  Charles  Rice  Milling  Co.  of  La.  vs.  Director  General,  Abi- 
lene &  Northern  et  al.     (Issues  as  outlined  on  page  41  of  I.  C.  C. 
63.) 

December  12 — Little  Rock,  Ark. — Examiner  Pattison: 
9922 — Lake   Charles   Rice   Milling   Co.    of   La.   vs.    Director   General, 

Abilene  &  Northern  et  al. 

December  12 — Chicago,  111. — Examiner  Hosmer: 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon- 
sin to  eastern  destinations. 


December  12— New  York,  N.  Y.— Examiner  Flynn: 

*  13010— New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
December  12— Reno,  Nev.— Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
December  12 — Peoria,   111. — Examiner  McQuillan: 

13091 — M.  E.  Case  Coal  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 
December  12 — St.  Louis.  Mo. — Examiner  Cassidy: 

13288 — Mississippi  Valley  Iron  Co.  vs.  C.  &  N.  W.  et  al. 
December  13 — Peoria.  111. — Examiner  Cassidy: 

13110— The  Minneapolis  &  St.   Louis  R.   R.   Co.   vs.   Peoria  &   Pekin 

Union. 
December  14 — Indianapolis,  Ind. — Public  Service  Commission: 

Finance  docket  1457 — In  re  application  of  C.  C.  C.  &  St.  L.  Ry.  Co. 
for  authority  and  for  a  certificate  of  public  convenience  and  neces- 
sity respecting  certain  of  its  lines  in  Indiana. 
December  14 — San  Francisco,  Cal. — Examiner  Disque: 

Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 
December  14 — Chicago,  111. — Examiner  Hosmer: 

13081— Swift  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 
December  14 — Argument  at  Washington,  D.  C. : 

11299— William  Wylie  Beall  vs.  Wheeling  Traction  Co. 

8778 — Atlas  Portland  Cement  Co.  et  al.  vs.  Northampton  &  Bath  et  al. 
December  14 — Salt  Lake  City,  Utah — Commissioner  Eastman: 

13078— In  re  trackage  arrangements  between  Bingham  &  Garfleld  Ry. 

Co.  and  Utah  Copper  Co. 
December  14 — Terre  Haute,  Ind. — Examiner  McQuillan: 

12908 — Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.   et  al.  vs. 

Director  General. 
December  15 — Argument  at  Washington,  D.  C. : 

*  11741 — Corinth  Grocery  Co.  vs.  M.  &  O. 

11886 — American  Mineral  Production  Co.  vs.  Director  General,  G.  N. 

et  al. 
11706 — Weir  Smelting  Co.  vs.   Director  General,  Miami  Mineral  Belt 

Ry.  et  al. 

12036 — Texas  Pipe  Line  Co.  vs.  Director  General. 
12199 — Standard  Asphalt  Refining  Co.  vs.  Director  General,  Mo.  Pac. 

et  al. 
December  15 — Chicago,  111. — Examiner  Hosmer: 

I.  and  S.  1440 — Silica  sand  from  Illinois  and  other  points  to  Paciflc 

coast  and  intermountain  territory. 


December  15 — Memphis.  Tenn. — Examiner  Woodrow: 

1— Col 
points. 


and   S.    1431— Cotton   and   cotton   linters   from   Mississippi   Valley 


December  15 — Indianapolis,   Ind. — Examiner  McQuillan: 
11894 — Indiana  rates  fares  and  charges. 
13032 — Comision  Reguladora  del  Mercado  de  Henequen  vs.   Director 

General. 

December  16 — Argument  at  Washington,  D.  C. : 
12101 — Western  Newspaper  Union  vs.  Director  General,  Adirondack  & 

St.  Lawrence  et  al. 
12247 — Wilson  &  Co.,  Inc.,  of  Tenn.,  vs.   Director  General,  A.   T.   & 

S'.  F.  et  al. 

12203 — Dewey  Portland  Cement  Co.  vs.  Director  General. 
12048— Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

TRANSCONTINENTAL  FOURTH  SECTION  APPLICATIONS— Applications  tor  relief  from  provisions  of  Fourth  Section  of  Interstate 
Commerce  Act  In  connection  with  rates  on  various  commodities,  carloads,  from  Eastern  defined  territories  to  Pacific  Coast  termi- 
nals, beginning  Chicago.  November  15th,  before   Examiner  Disque.     Hearings  will  also   be    held  at  Denver,  Helena   (Mont.).  Salt 
Lake  City.  Boise.  Spokane.  Portland  (Ore.).  San  Francisco.  Reno.  Phoenix.  Atlanta.  New  Orleans  and  New  York. 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fic World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  State  Law  Reporting  Company,  official  reporter*  to  the  Commission, 
Woolworth   Building,   New   York  City. 

The  charge,   as  fixed  by  the  Commission,   it   12%   cents  par  page  for 
each  copy   furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and   Foreign    Commerce 


••selaliat  *  Co 
BsasDortttion 


*  Counsellor 

171  SPITZER  BLD«. 
Amngwunts— DsmwTMS     TOLEDO.  OHIO 


Ownl  Mattera  Btfatlnc  to  Mats, 
IktsnUte  and  Vantta  Commsros 


OBOKOI  H.  BBOWH 


QEORQK  L.  BOYLE 


BROWN  &  BOYLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Bate  Adjuitmeati 

and  Practice  before  the  Intert  tat* 

Commerce  Commiiiion- 

Room  806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  C. 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

1119-1921,  Executive  Vice-President.  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission:  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(Tor  a  number  of  Tears  Attorney  and  •ramlasr.  latarstaU 
Commerce  Commission,  and  prior  tkmto  •jassil  1»  Iks 
practice  of  law  at  LooliriUe,  Ky.) 

Special  attention  t*  Batten  before  the  Interstats 
Commerce  Commission,  Income  Tax  Unit.  Federal 
Trade  Commission,  United  States  SUppInjr  Bear*. 
Federal  ConrU. 

T01-706  WOODWARD  BLDQ..  WA8KINQTOH 


JAMES  BORLAND 

^Consulting  Traffic  Manager 
All  Traffic  and  Transportation  Matters 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  EjcpresB  Claims  for  Shippers 

1659  Foulkrod  Street,    PHILADELPHIA,  PA. 

EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-18   Liberty  Central   Trust    Building, 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  not 
railroad  and  rate  litigation  and  claim*. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO   BUILDING 
Telephone,   Main   3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrlion  8808 


100%  American  Premier  Fleet 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
III   South  Third   St. 


New    York 
42    Broadwav 
Pittibnrrh  Mobile.   Ala. 

1537    Oliver    Buildint  B.   W.   Cor.   St.   Franc!.  *  Water  Sta. 

Savannah.    Ga.  Oakland,    Cal. 

Savannah  Bank  and  Trust   Bide.  Parr   Terminal 

Los    Anceles.    Cal.  Portland.    Ore. 

427    Va»    Nuy»    Bide.  704    Title    A    Trust    Bide. 

1103   L.   C.   Smith    Bide..    Seattle.   Wash. 
Room  495.   Kllicott  Sq.   Bide.,   Buffalo.  N.   T. 
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FORT  DE  FRANCe^MAJiTINI^UE  I. 

0      ANTILLtS    *?'-• I9L' 

f        •  ST.VlKCENI 

.. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents    lor  Atlantic,  Gnll  &  Pacilic   Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service— 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 

IRVING  H.  HELLER.  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
GEO.  c.  MCLAUGHLIN,  Manager 
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— express  service  at  freight  rates 
across  the  Pacific 


ONLY 


12  Days  to  Yokohama 

14  Days  to  Kobe 

18  Days  to  Shanghai 


December  24 
January     7 


22  Days  to  Hong  Kong 
26  Days  to  Manila 

SAILINGS: 

S.S.  CITYt'OF7SPOKANE      .     .     .     December    7  *S.S.  WENATCHEE      .     , 

*S.S.  PINE-TREE  STATE       .     .     .     December  10  *S.S.  BAY  STATE   .     .     , 

*S.S.  KEYSTONE  STATE     ....     January  14 

(•Combination  21,000  ton  freight  and  passenger  liners,  speed  17^  knots  ) 
(Through  bills  of  lading  issued  in  connection  with  our  feeder  services  and  other  lines.) 

FAST,  FREQUENT  COASTWISE  SERVICE 

Betwetn 

SEATTLE  VICTORIA  PORTLAND  LOS  ANGELES 

TACOMA  VANCOUVER  SAN  FRANCISCO  SAN  DIEGO 

and  all  Alaska  Point* 

For  Additional  Sailing  Date*,  Ratei,  Detailed  Information,  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

Agencies  All  Cities  Pacific  Coast  and  Orient 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Pacific  Coast  Agents — Nawsco  Line — Fast  Intercoastal 
Freight  Service  between   East  and  West  Coast  Ports. 


— make  the 
American  Flag 
your  shipping  guide 


LINE 


H.  R  Al-E.XAN  DE 


ISI  DE.N- 


COMPANY 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND          SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE          TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Islands. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 

Pierce  Building 
St.  Louis 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


Merchants  Exchange 
San  Francisco 

Metropolitan  Life  Bldg. 
Minneapolis 


Railway  Exchange 
Portland 

L.  C.  Smith  Bldg. 
Seattle 


The  Advantages  to  Shippers  Are  Self  Evident9 


THAT  is  what  the  Fairbanks  Company  state  in 
the  letter  to  the  right  of  our  Service  to  Shippers, 
and  remember  those  advantages  include  decided 
saving  to  you  on  shipments  of  Household  Goods, 
Machinery  and  Automobiles  to  domestic  points  and 
on  everything  everywhere  for  export  through 


Consolidated  Carload 
Shipping  Service 

which  to  shippers  of  Machinery  and  Machines  and 
any  other  5th  class  commodity  also  means  5  days' 
through  shipment,  Chicago,  Cleveland  and  Cincinnati 
to  New  York,  Philadelphia  and  Boston. 

TRANS-CONTINENTAL  FREIGHT  CO. 

Export  and  Domestic  Freight  Forwarders 


General  Offices: 
Eastern  Offices: 


Chicago,  203  So.  Dearborn  St. 
New  York,  Woolworth  Bldg. 


Boston:  Old  South  Bldg.  Cleveland:  Hippodrome  Bldg- 

Buffalo:  Ellicott  Square  Los  Angeles:  Van  Nuys  Bldg. 

Philadelphia:  Drexd  Bldg.  San  Francisco:  Monadnock  Bldg. 

Cincinnati:  Union  Trust  Bldg.  Seattle:  Alaska  Bldg. 

Portland,  Oregon:  13th  and  Kearney  Streets 

Write  the  Nearest  Office: 


THE  FAIRBANKS  COMPANY 

416  BROOME  STREET 


TRAFFIC  DIVISION 
I-  8,  Kelt 


September  22nd  1921. 
„.   2918. 


The  Transcontinental  Freight  Co. 
Woolxorth  Building, 

Hew  York  City. 


Gentlemen  :- 

It  Is  with  pleasure  that  we  take  this 

opportunity  of  expressing  our  satisfaction  with  the  service 
rendered  by  your  Company  on  shipments  of  machinery*  motors 
and  other  merchandise.         «le  have  been  shipping 
freight  through  your  medium  for  a  number  of  years  and  can 
say  without  flattery  that  your  service  has  been  much  above 
the  average.        We  have  always  felt  that  freight  commit- 
ted to  your  care  would  be  properly  handled,  that  In  times  of 
congestion  you  have  exerted  yourselves  to  keep  csrs  moving 
and  to  inform  your  patrons  regarding  delayed  freight,  and  to 
the  settlement  of  claims  ycur  treatment  has  been  fair,  ID 
fact,  most  liberal.     with  such  service  and  the  special 
rates  you  offer  on  consolidated  car  load  traffic,  the  advan- 
tages to  shippers  are  self-evident. 


Yours  very  truly. 


The  Traffic  World 

ISSUED  EVERY  SATURDAY  BY 

THE  TRAFFIC  SERVICE  CORPORATION,  CHICAGO.  ILL 

(Copyright.  1921.    Fifteenth  Year) 
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Special  Service  Department.  Washington 


Washington  News  Bureau 


All  subscriptions  are  payable  in  advance  and  renew  automatically  at  end  of  period  unless 
notification  to  contrary  is  given. 

All  remittances  should  be  made  payable   to  order   of  THE  TRAFFIC   SERVICE   COR 
PORATION.  Chicago,  and  should  be  in  Chicago  or  New  York  exchange. 
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THE  GENERAL  RATE  INQUIRY 

Events  follow  each  other  in  such  rapid  succession 
these  days  in  the  transportation  world  and  the  situa- 
tion is  so  constantly  changing  that  it  is  sometimes 
difficult  to  keep  a  clear  idea  of  what  is  happening. 
That  is  the  case  with  recent  developments  in  the  mat- 
ter  of  reductions  in  freight  rates.  A  week  ago  interest 
centered  in  the  proposal  of  the  carriers  to  ask  for  a 
general  reduction  of  ten  per  cent  on  so-called  agricul- 
tural products  as  a  substitute  for  the  order  of  the 
Commission  prescribing  certain  reductions  in  western 
grain  rates.  This  week  that  matter  is  lost  sight  of  in 
the  Commission's  order  and  program  for  an  inquiry 
into  its  right  to  make  any  general  reduction  in  rates 
at  this  time  and  the  prospect  that  there  will  be  a  wide 
attendance  at  the  hearings  at  which  all  phases  of  the 
present  rate  situation  will  be  discussed. 

As  the  situation  now  stands,  the  Commission  has 
ordered  a  general  rate  inquiry,  hearings  on  which  will 
begin  December  14.  So  far  as  the  situation  that  con- 
ironts  those  interested  in  rates  is  concerned,  it  makes 
no  difference  how  the  Commission  came  to  order  this 
inquiry.  It  may  have  done  so  as  the  result  of  an  under- 
standing with  the  carriers,  who  suggested  such  an 
inquiry  in  the  program  adopted  at  their  meeting  in 
New  York,  November  16,  and  who  had  consulted  with 
the  members  of  the  Commission  before  adopting  that 
program.  It  may  have  done  so  entirely  on  its  own 
motion,  the  suggestion  of  the  carriers  merely  having 
happened  to  coincide  with  its  own  views  of  what  was 
wise  under  the  circumstances.  It  may  have  had  this 
plan  in  contemplation  for  a  long  time,  or  it  may  have 
adopted  it  as  a  means  of  bringing  order  out  of  the 
present  chaos  caused  by  the  western  grain  and  livestock 
decisions  and  the  proposal  of  the  carriers  to  lower  rates 
on  all  agricultural  products. 

Quite  aside  from  this  general  inquiry,  as  far  as  the 
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record  is  concerned — however  much  the  various  matters 
involved  may  be  related  in  the  minds  of  those  interested 
— the  Commission  has  issued  an  order  that  the  reduc- 
tions it  suggested  in  its  western  grain  case  decision  be 
put  into  effect.  The  carriers — also  quite  aside  from  the 
general  inquiry  as  far  as  the  record  is  concerned — have 
asked  that  the  grain  case  be  reopened  and  that  they  be 
permitted  to  make  a  general  reduction  of  ten  per  cent 
on  all  agricultural  products  over  the  entire  country 
(except  New  England)  as  a  substitute  for  the  grain 
i  eductions  ordered.  The  Commission,  we  suppose,  can- 
not decide  this  matter  until  after  it  has  finished  its 
general  inquiry,  though  it  may  have  to  extend  the  time 
in  its  grain  order  until  the  general  inquiry  is  finished. 
When  the  general  inquiry  is  finished  the  Commission 
will  be  in  position  to  decide  the  grain  case  and  the 
related  matter  of  the  substitute  proposed,  as  well  as 
the  other  rate  reduction  proposals  pending  before  it. 

Whatever  the  reasons  of  the  Commission  for  order- 
ing the  general  inquiry,  it  cannot  help  but  serve  a  good 
purpose  in  clearing  the  atmosphere  in  a  great  many 
respects.  The  Commission  is  wise  in  opening  the  doors 
to  a  great  number  of  questions  the  answers  to  which 
must  be  fairly  certain  before  intelligent  action  can  be 
taken.  .  Aside  from  the  legal  right  of  the  Commission  to 
order  any  kind  of  general  rate  reduction,  there  is  the 
question  of  whether  the  carriers,  in  view  of  their  finan- 
cial condition,  can  properly  be  asked  to  make  further 
material  reductions  in  rates  or  whether  they  should 
even  be  permitted  to  do  so  in  case  their  desire  to  con- 
ciliate certain  political  elements  did  not  accord  with 
economic  soundness.  There  is,  then,  if  it  be  decided 
that  reductions  are  necessary  or  permissable,  the  ques- 
tion of  how  they  shall  be  made — by  percentage  on  all 
commodities,  just  as  they  were  raised  in  Ex  Parte  74, 
or  by  specific  reductions  on  certain  commodities,  and, 
if  by  the  latter  method,  on  what  commodities. 

It  seems  to  us  that  the  Commission  has  been  guilty 
of  a  serious  omission  in  not  including  in  its  list  of  ques- 
tions this  latter  one  as  to  the  method  by  which  reduc- 
tions shall  be  made  if  reductions  are  decided  on.  It  is, 
perhaps,  the  question  now  uppermost  in  the  minds  of 
those  who  pay  freight  rates,  especially  in  view  of  the 
fact  that  the  railroads  arc  proposing  a  reduction  on 
agricultural  products  and  not  on  other  commodities. 
That  fact,  as  we  have  said,  is  not  specifically  involved 
in  the  hearings  to  be  held,  but,  nevertheless,  it  cannot 
be  made  to  disappear  from  the  consciousness  of  ship- 
pers. There  is  a  large  class  of  shippers  and  others  who 
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GOLF,  MOBILE  t  SORTHLBS 
RAILROAD 

AMD   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  K.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R..  N.  C. 
&  St.  L.  Ry.,  via  Jackson.  Tenn..  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss..  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30  p.  m 

12:30  a.  m 

12:47  p. 

3:25  p. 

4:20  p.  m 

4:10  a.  m 

5:40  a.  m 

2:30  a.  m 


Miles 

0  Lv. 
83  Lv. 

next  day  247  Ar. 
next  day  261  Ar. 
next  day  298  Ar. 
2nd  day  410  Ar. 
2nd  day  448  Ar. 
2nd  day  356  Ar. 


5:30  p.  m.  2nd  day   529  Ar. 


Jackson,  Tenn.       Ar.     8:00  a.  m.  2nd  day 
New  Albany,  Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,    Miss.      Lv.  11:55  a.  m. 
Meridian,  Miss.     Lv.     7:35  a.  m. 
Laurel,    Miss.         Lv.     8:45  a.  m. 
Mobile,     Ala.         Lv.  10:00  p.  m. 
New  Orleans,  La.  Lv.     9:40  p.  m. 
Vicksburg,  Miss.  Lv.     5:00  a.  m. 
Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville, 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager  C.  I.  &  W.  R.  R.  Building,  Indianapolis.  Ind.  R.  B.  KINKAID.  Assistant  General  Freight  Agent 

For  Information  as  to  Rates,  Routes,  Service,  etc..  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

C.    I.    A    W.    R.    R.    Building,    Indianapolis,    Ind.  201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bide..    New    York 

330   Kelsch   Building.  Springfield,    111.                                          337   Marquette   Bide..   Chicago  728    Monadnock    Bldg..    San    Francisco.    Calif. 

8»4    Arcade    Building.    St.    Louis,    Mo.                                     312    Park    Bide.,   Pittsburgh,   Pa.  (09  Wesley-Roberts  Bldg.,  Los  Angeles.  Calif. 

167  Railway  Exchange.  Kansas  City.   Mo.                                   41    Porter   Bldg..  Memphis,  Tenn.  614  Colman  Bldg..  Seattle.  Wash. 
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believe,  on  principle,  that  the  percentage  method  on  all 
commodities  is  the  only  proper  method  to  bring  about 
reductions  in  rates  that  were  raised  by  the  percentage- 
method  on  all  commodities  in  an  effort  to  give  the 
carriers  the  revenue  they  needed.  To  this  class  may 
be  added  shippers  who,  perhaps,  do  not  base  their 
ideas  so  much  on  principle  as  on  the  very  human 
desire  to  get  their  share  and  who  object  to  a  method 
that  deprives  them  of  that  privilege.  So  we  have  an 
idea  that,  though  this  point  is  not  specifically  mentioned 
in  the  Commission's  program,  it  will  be  considered  at 
the  hearings. 

For  the  reason  that,  on  this  point  as  on  many  others, 
there  is  likely  to  be  pretty  general  agreement  among 
shippers  other  than  those  whose  selfish  desires  might 
dictate  a  different  view,  we  would  suggest,  both  in  the 
interest  of  making  a  strong  presentation  and  of  saving 
time  and  effort  wasted  when  there  is  lack  of  organiza- 
tion, that  there  be  some  sort  of  organization  of  these 
shippers  at  a  meeting  in  some  centrally  located  city  at 
which  representatives  of  shippers  chosen  from  different 
states  or  regions  shall  be  authorized  to  act.  Perhaps 
such  a  meeting  might  be  held  under  the  auspices  of  the 
National  Industrial  Traffic  League,  whose  position  on 
this  point  is  pretty  well  defined  and  is  likely  to  become 
more  clearly  defined  as  the  case  progresses.  The  League 
has  a  large  and  representative  membership,  but  not  all 
interested  shippers  are  members  of  it.  Perhaps  the  best 
thing  for  those  shippers  outside  the  League  but  who 
agree  with  it  in  this  matter,  to  do  would  be  to  form 
some  sort  of  temporary  organization  of  their  own  and 
merely  cast  their  lot  with  the  League. 

At  any  rate  there  ought  to  be  some  adequate  ar- 
rangement for  a  strong,  united  presentation  of  this 
phase  of  the  case  by  those  who  think  alike  with  respect 
to  it.  Now  is  the  time  to  impress  on  the  Commission 
the  view  that  we  believe  is  most  widely  entertained  by 
shippers  who  pay  the  freight.  If  these  shippers  refrain 
from  action  on  the  theory  that  somebody  else  will  prob- 
ably do  what  is  necessary,  or  if,  on  the  other  hand,  they 
act  without  co-ordination  or  head,  they  will  lose  an 
opportunity. 


LABOR'S  PICTURE  OF  THE  CARRIERS 

A  deplorable  picture  of  a  great,  fundamental  indus- 
try is  being  painted  before  the  Senate  Interstate  Com- 
merce Committee  by  the  paid  consulting  economist  of 
the  "big  four"  railroad  brotherhoods — but  it  is  not  being 
reproduced  to  any  great  extent  in  the  daily  press  because 
the  oft-made  charges  of  the  brotherhoods  have  become 
stale  as  news.  Mr.  Warne  has  scoured  the  earth  to  show 
that  the  railroads  are  in  the  control  of  cheats  and  frauds. 
His  job  is  to  discredit  private  ownership  and  operation 
of  the  railroads  and  he  is  doing  his  best  to  earn  his  pay. 
The  railroad  brotherhoods  have  yet  to  recover  from  the 
Plumb  plan  mania  and  the  obsession  that  government 
ownership  can  be  forced  by  painting  those  who  run  the 
railroads  as  scheming  devils  who  never  sleep  for  fear 
a  chance  may  slip  by  them  to  "skin"  the  public  and  rail- 
road labor. 


RULES  AND   WAGES 

The  new  shop-craft  rules  promulgated  by  the  Labor 
Board,  to  be  operative  in  instances  where  no  agreement 
has  been  reached  between  individual  roads  and  their 
shop  workers,  are,  in  large  measure,  favorable  to  the 
railroads.  Especially  in  the  matter  of  classifications, 
about  which  almost  every  railroad  executive  has  had 
pet  stories  to  tell,  have  important  reforms  been  made ; 
and  if  the  abuses  of  the  old  classifications  have  been  as 
numerous  and  as  flagrant  as  the  railroad  managers  would 
have  the  public  believe,  it  is  fair  to  say  that  the  board's 
first  estimate — made  on  the  spur  of  the  moment  admit- 
tedly to  satisfy  importunate  newspaper  men — that  the 
new  shop-craft  rules  would  save  the  railroads  some- 
where around  $50,000,000  a  year  in  operating  expenses, 
is  too  low. 

Taken  together,  the  new  rules  and  the  remarks 
made  by  Mr.  Hooper  the  day  before  they  were  promul- 
gated, on  first  consideration,  seem  to  indicate  that  too 
much  stress  was  laid  by  the  press  and  the  public  on 
the  significance  of  the  "memorandum"  on  the  strength 
of  which  the  brotherhood  chiefs  called  off  their  proposed 
strike  late  in  October.  In  the  words  of  Mr.  Hooper, 
the  fact  that  the  board  is  now  ready  to  consider  the 
wages  of  the  shop  crafts  before  submissions  have  come 
to  it  is  "full  justification"  for  that  document.  We  see 
nothing  of  the  sort  in  the  promulgation  of  the  new  shop- 
craft  rules,  though,  of  course,  future  action  by  the  board 
may  furnish  such  justification — and  the  earnestness  with 
which  the  board  has  gone  about  it  to  dispose  of  the 
mass  of  work  confronting  it  may  be  taken  as  an  indica- 
tion that  its  future  action  will  do  so. 

That  the  board  has  disposed  of  the  shop-craft  rules 
before  the  question  of  wages  for  that  class  of  labor  has 
been  brought  to  it  seems  to  us  to  be  of  no  particular 
significance.  The  board  can  have  no  official  knowledge 
of  a  wage  dispute  until  the  proposition  has  been  carried 
on  the  bulletin  boards  of  the  railroad  for  thirty  days 
and  until,  subsequent  to  these  thirty  days,  conferences 
have  been  held  or  attempts  at  conferences  have  been 
made.  These,  too,  in  matters  of  such  importance  to  the 
road  and  to  its  men,  take  considerable  time.  The  move 
on  the  part  of  the  railroads  for  wage  reductions  among 
the  shopmen  began  almost  immediately  after  the  settling 
of  the  brotherhoods'  strike  attempt.  It  is  no  fault  of 
the  carriers  that  these  disputes  are  not  before  the  board, 
for  they  do  not,  as  yet,  exist  as  disputes  under  the  law. 

So  much  for  the  shop  crafts  themselves.  With 
regard  to  the  brotherhoods,  the  promulgation  of  the 
new  rules  has  even  less  significance.  There  can  be  no 
consideration  of  the  wage  cuts  among  the  brotherhoods, 
if  the  board  is  to  adhere  to  its  promise,  until  the  rule 
disputes  covering  their  classes  of  employes  are  settled. 
And  there  appears  to  be  no  disposition  on  the  part  of 
the  board  to  advance  the  brotherhoods'  rule  questions — 
in  fact,  there  has  been  no  denial  that  these  particular 
rules  will  be  the  last  taken  in  hand.  It  is  admitted  that 
the  maintenance  of  way  men  are  next  on  the  list,  and 
that  they  are  to  be  followed  by  the  clerks  and  dispatch- 
ers. In  addition,  there  still  remain  the  signalmen  and 
telegraphers  and  some  minor  groups.  It  is  pointed  out 
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by  the  board  that  the  number  of  rules  in  dispute  among 
these  classes  of  employes  is  far  less  than  were  those 
among  the  shopmen.  The  inference  it  is  desired  that  we 
draw  from  that  is  that  the  work  may  be  disposed  of  in 
a  correspondingly  shorter  time.  If  that  is  the  case,  and 
the  board,  under  its  memorandum,  will  be  free  to  con- 
sider the  wages  of  the  brotherhoods  within,  say,  six 
or  eight  weeks,  then  we  think  the  memorandum  will 
have  been  justified,  but  not  before. 

Another  phase  of  the  matter  now  open  for  specu- 
lation is  the  result  that  the  promulgation  will  have  on 
the  board's  docket.  The  crowded  state  of  its  docket 
was  one  of  the  things  on  which  the  board  leaned  heavily 
when  placating  the  brotherhood  chiefs.  By  its  expressed 
readiness  to  consider  the  matter  of  shopmen's  wages 
immediately,  however,  the  board  has  laid  itself  open  to 
the  reception  and  determination  of  probably  a  dozen 
separate  wage  disputes  instead  of  one.  A  large  part  of 
the  evidence  put  in  in  any  wage  case  would  necessarily 
be  similar,  and  it  is  not  to  be  thought  probable  that  the 
board  could  dispose  of  the  wage  case  of  any  one  class  of 
employes  in  much  less  time  than  was  required  to  decide 
the  combined  case  of  all  last  spring.  Whereas  the  board 
could  express  itself  as  willing  immediately  to  consider 
railroad  wages  as  a  whole,  as  an  emergency  measure, 
at  the  present  time,  and  could  probably  dispose  of  the 
matter  in  a  month,  it  has  determined  to  take  the  cases 
up  separately,  by  which  method  they  cannot  all  be  dis- 
posed of  in  much  less  than  a  year. 


TRAFFIC  WORLD  DELIVERIES 

Because  of  constant  complaint  from  subscribers  concerning 
delay  in  delivery  of  copies  of  The  Traffic  World  and  The  Traffic 
Bulletin,  a  complaint  was  recently  lodged  with  the  Second  As- 
sistant Postmaster  General  as  to  the  methods  employed  in  hand- 
ling this  and  similar  publications. 

In  spite  of  the  fact  that  we  pay  a  rate  the  same  as  or  higher 
than  the  daily  newspapers,  our  publications,  as  well  as  others 
issued  weekly,  are  discriminated  against  in  that  they  are  un- 
loaded from  through  trains,  at  certain  terminals,  for  redistribu- 
tion, thus  causing  delay,  while  the  daily  papers  get  this  re- 
distribution service  en  route. 

The  Postoffice  Department  attempts  no  defense  of  the  com- 
plaint of  discrimination  except  to  say  that  the  cost  of  extending 
the  service  would  be  prohibitive,  thus  indicating  that  a  favor- 
able financial  showing  was  the  objective  rather  than  a  satisfac- 
tory service,  and  we  are  then  informed  that  the  more  the  situa- 
tion is  looked  into  the  less  cause  there  is  found  for  criticism. 

All  copies  of  both  of  our  papers,  intended  for  subscribers, 
are  put  into  the  Chicago  postofflce  in  the  early  afternoon  on 
Saturday  and  if  they  were  all  properly  dispatched  and,  where 
necessary,  were  redistributed  en  route,  delivery  on  Monday 
should  be  the  rule  except,  perhaps,  to  subscribers  in  out  of  the 
way  sections  of  New  England,  Florida  and  Texas,  who  would 
get  them  on  Tuesday,  and  to  those  located  in  and  beyond  the 
Rocky  Mountain  region,  who  would  get  them  shortly  thereafter. 

We  are  anxious  to  have  that  kind  of  service  rendered  and 
we  know  that  it  is  not  now  being  given. 

If  we  are  to  make  our  continued  efforts  count,  we  must  know 
what  kind  of  service  is  now  rendered. 

Supplementing  your  letter  to  us,  telling  us  of  the  time  of 
deliveries  now,  one  addressed  to  the  Second  Assistant  Postmaster 
General  at  Washington  specifically  pointing  out  the  exact  amount 
of  delay  you  are  experiencing  and  urging  the  re-establishment  of 
the  distribution  en  route  arrangement,  would  be  helpful. — Circu- 
lation Department,  The  Traffic  World. 


sons,  the  8  per  cent  tax  on  Pullman  tickets,  and  the  8  per  cent 
tax  on  transportation  by  pipe  line. 

No  change  was  made  with  respect  to  the  tax  on  telegraph 
and  telephone  messages,  which  is  5  cents  on  more  than  14  cents 
and  not  more  than  50  cents,  and  10  cents  on  more  than  50  cents. 

"Under  regulations  prescribed  by  the  commissioner,  with 
the  approval  of  the  secretary,  refund  shall  be  made  of  the  pro- 
portionate part  of  the  tax  collected  under  subdivision  (c)  or 
(d)  of  section  500  of  the  revenue  act  of  1918  on  tickets  or  mileage 
books  purchased  and  only  partially  used  before  January  1,  1922," 
the  new  law  provides. 

The  special  stamp  tax  on  parcel  post  shipments  also  was 
repealed. 

In  the  fiscal  year  1921  the  revenue  collected  under  the 
transportation  taxes  amounted  to  $273,000,000. 

LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World  Washington  Bureau 

The  loading  of  revenue  freight  totaled  786,671  cars  the  week 
ended  November  19 — an  increase  of  33,625  over  the  preceding 
week.  Increases  were  shown  over  the  preceding  week  in  mer- 
chandise, miscellaneous,  coal,  grain  and  grain  products,  livestock, 
coke.  Forest  products  and  ore  showed  decreases.  The  detailed 
loading  figures  by  districts  were  delayed  this  week  on  account 
of  late  reports  by  the  carriers  to  the  car  service  division  of  the 
American  Railway  Association. 


TRANSPORTATION  TAX  REPEAL 

The  Traffic  World  Washington  Bureau 

Effective  January  1,  1922,  under  the  new  revenue  bill  signed 
by  President  Harding,  the  transportation  taxes  provided  for  in 
the  revenue  act  of  1918  will  no  longer  be  collected.  The  effect 
of  the  new  law  is  to  repeal,  as  of  January  1,  1922,  the  3  per  cent 
tax  on  freight,  the  1  per  cent  tax  on  each  20  cents  paid  on 
express  shipments,  the  8  per  cent  tax  on  transportation  of  per- 


OCTOBER  REVENUE 

The   Traffic   World    Washington  Bureau 

The  railroads  made  a  better  showing  on  earnings  in  October 
than  in  any  other  month  since  the  increased  rates  became  effec- 
tive, according  to  estimates  based  on  reports  from  164  roads. 
These  roads  had  a  net  railway  operating  income  of  $98,228,000, 
an  increase  of  26  per  cent  over  October  of  last  year.  It  is  esti- 
mated that  the  net  for  all  class  1  roads  will  be  between  $105,- 
000,000  and  $110,000,000.  If  the  latter  figure  is  reached  the  re- 
turn, on  a  percentage  basis,  will  be  about  five  and  one-half  per 
cent.  The  revenues  of  these  roads  totaled  $502,000,000  and  ex- 
penses $369,000,000.  As  compared  with  October  last  year  this 
was  a  decrease  in  revenue  of  fifteen  per  cent  and  a  decrease  in 
expenses  of  twenty-four  per  cent. 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  surplus  of  freight  cars  jumped  to  213,523 
cars  in  the  period  November  15-23,  as  compared  with  140,189 
cars  in  the  period  November  8-15,  an  increase  of  73,334  cars, 
according  to  the  report  of  the  car  service  division  of  the  Amer- 
ican Railway  Association.  Since  November  8  the  increase  in 
surplus  cars  has  been  120,351,  or  21,179  cars  more  than  the  total 
surplus  on  November  8,  when  it  was  93,172. 

The  average  daily  shortage  dropped  to  a  negligible  number 
— 393,  as  compared  with  1,806  cars  in  the  preceding  week. 

The  surplus  was  made  up  as  follows:  Box,  85,404;  venti- 
lated box,  946;  auto  and  furniture,  3,474;  flat,  10,331;  gondola, 
65,273;  hopper,  23,772;  coke,  4,301;  S.  D.  stock,  11,356;  D.  D. 
stock,  1,740;  refrigerator,  2,009;  tank,  499;  miscellaneous,  4,418. 

The  shortage  was  made  up  of  118  box,  43  flat,  43  gondola, 
1  hopper,  5  S.  D.  stock  and  183  refrigerator  cars. 


D.  T.  &  I.  SUSPENSION  EXTENDED 

The  Traffic  World  Washington  Bureau 

The  tariffs,  under  which  the  Detroit,  Toledo  &  Ironton  under- 
took to  cut  the  rates  on  coal  from  the  Jackson  and  Ironton  dis- 
tricts in  Ohio  to  Detroit  have  been  further  suspended  to  the  end 
of  January.  Their  original  suspension  was  until  January  1.  The 
Commission's  announcement  was  as  follows: 

By  an  order  entered  November  30  in  I.  and  S.  docket  No.  1381, 
the  Interstate  Commerce  Commission  further  suspended  until  Jan- 
uary 31,  1922,  the  operation  of  certain  schedules  published  in  Sup- 
plements Nos.  30  and  31  to  Agent  F.  V.  Davis'  tariff  I.  C.  C.  No.  811 
(Agent  W.  J.  Kelly  Series). 

The  suspended  schedules  propose  reductions  in  the  existing 
rates  on  coal,  carloads,  from  mines  on  the  Detroit.  Toledo  &  Ironton 
Railroad  in  Jackson  County  and  Ironton  (Otiio)  Districts,  to  Detroit, 
Michigan,  and  other  destinations  on  the  same  line  in  Ohio  and  Mich- 
igan, the  operation  of  which  was  suspended  until  January  1,  1922,  by 
orders  previously  entered  in  the  same  proceeding. 


TELEPHONE  CONSOLIDATION 

The  Commission  has  issued  a  certificate  authorizing  the 
acquisition  by  the  Wisconsin  Telephone  Company  of  the  property 
of  the  Rock  County  Telephone  Company.  The  Rock  county  com- 
pany is  engaged  in  furnishing  local  and  long  distance  telephone 
service  in  Janesville,  Wis.,  and  surrounding  territory.  The  Wis- 
consin company  operates  a  separate  exchange  in  Janesville,  as- 
well  as  exchanges  throughout  the  state  of  Wisconsin.  The  Com- 
mission said  that  local  opinion  was  unanimous  that  nothing  short 
of  unified  service  would  solve  the  problems  arising  from  the  op- 
eration of  the  two  companies. 
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The  Commission's  Rate  Inquiry.— Nearly  every  man  who  has 
interested  In   the  outgivings   of  the   Commission   whereby 
nnounced    the    inauguration   of   another   general    rate    and 
cial  condition  inquest  has  seen  what,  to  him,  have  seemed 
•idences  that  the  commissioners  must  have  had  some  earnest 
•guments  in  the  conferences  that  preceded  the  announcements 
The  greatest  surprise  was  caused  by  the  order  instituting  the 
t  is  so  worded  as  to  convey  the  thought  to  many  that 
the  Commission  is  in  doubt  about  the  legality  of  what  it  has 
done  in  the  western  grain  rate  case.     It  is  generally  recognized 
as  an  invitation  for  the  carriers  to  take  the  position  that    in 
lew  of  the  fact  that  the  rates  suggested  in  Ex  Parte  No.  74 
lave  not  yielded  a  fair  return  on  the  value  of  the  property  de- 
•oted  to  transportation,  the  constitutional  guarantees  forbid  it 
to  lower   those   rates,   especially  on  grain,   grain   products    hay 
and  straw,  because,  in  the  year  in  which  Ex  Parte  No.  74  rates 
ave  been  in  operation,  the  railroads  have  moved  a  larger  ton- 
age  of  grain,  hay  and  straw  than  ever  before;  and  that   there- 
fore, even  if  the  courts  have  sanctioned  the  lowering  of  rates 
•  induce  a  larger  tonnage,  that  principle  cannot  be  applied  in 
this  case.    In  the  Southern  Hardwood  Traffic  Association  case 
J.  V.  Norman  quoted  liberally  from  the  Nashville  Water  Works 
se,  in  which  the  Supreme   Court  of  the  United   States  said 
human   experience   had   shown   that  a   lowering   of  prices 
resulted  in  an  increased  use  of  the  article,  the  price  of  which 
had  been  brought  down.     Therefore,  in  effect,  it  overruled  the 
decision  of  Justice  Brewer,  made  in  1888,  in  which  that  learned 
nst  laid  down  the  proposition  that  the  courts  could  not  sanc- 
tion the  experiment  of  a  public  utility  body  lowering  the  rates 
gas  company  on  the  theory  that  the  increased  consumption 
vould   give   the   company  a  larger  profit.     Justice  Brewer  said 
that  was  too  speculative  a  proceeding,  or  words  to  that  effect, 
e  railroads,  in  that  case,  relied  largely  on  the  Brewer  opinion 
The  evidence  of  earnest  discussions  among  the  commissioners 
it  caused  most  comment  was  the  lack  of  resemblance  between 
e  order   instituting  the   inquiry   and   the   questions   to  be   an- 
swered at  the  hearings.     Not  one  of  the  questions,  it  has  been 
ggested,  has  any  direct  bearing  on  question  of  power  to  order 
further"  general  reductions.     The  thing  that  caused  the  great 
amount   of   speculation   was    the   declaration   that   the   hearings 
were  for  the  purpose  of  eliciting  facts  and  would  not  be  preceded 
by  arguments   on   questions   of  power  or  policy.     That  seemed 
to  negative  the  announcement  in  the  order  that  the  inquiry  was 
being  held  to  determine  the  extent  of  the  power,  if  any   to  order 
further  general  reductions.     Under  the  order  instituting  the  in- 
vestigation, lawyers  have  said,  about  the  only  fact  that  needed 
to  be  established,  probably,  was  that  the  carriers  had  not  earned 
a  reasonable  rate  of  return  on  their  investment.     That  is  a  fact 
to  be  found  in  the  files  of  the  Commission,  of  which  the  Com- 
mission takes  judicial  notice.     Neither  carrier  nor  shipper  would 
be  under  the  duty  of  proving  that  fact.     Therefore,  it  has  been 
suggested,    if    the    order    instituting    the    inquiry    controlled    it, 
there   would    be   little   or  no   testimony.     But,   in   assigning   the 
case  for  hearing,  the  Commission  said  the'-e  would  be  no  argu- 
ment, in  the  way  of  an  opening  statement,  thereby  apparently 
shutting  out  observations  by  attorneys  intended  as  an  answer 
to  the  question  of  power  raised  in  the  order.     The  only  satisfac- 
tory explanation  for  these  apparent  contradictions  that  anyone 
has  been  able  to  make,  is  that  the  commissioners  have  had  to 
adopt  compromises  so  as  to  enable    the    Commission    to    get 
something  started.     After  they  had  started  the  general  inquiry, 
is   suggested,   they   saw  how   limited   the   case   would  be    so 
they   decided   to   broaden   their   inquiry,   without   saying   so    by 
the  expedient  of  asking  a  lot  of  questions  that  only  remotely, 
f  at  all,  have  a  bearing  on  the  question  of  power  raised  by 
the  order  instituting  the  inquiry.     The  effect  of  the  order  and 
the  assignment  of  the  case  for  hearing  on  the  list  of  questions 
constituting  the  program,  it  is  believed,  is  to  bring  into  issue 
about  everything  pertaining  to  rates   that  could  be   imagined. 

The  Harm  of  Uncertainty.— There  is  a  criticism  of  President 
Harding  s  agitation  for  lower  rates  and  the  Commission's  inclina- 
tion  in   that   direction,  even   after  it  had   made  provisions  for 
I  he  relief  of  the  farmers  and  stockmen  in  the  East  and  the  rail- 
roads, by  their  own   acts,   had   given   relief  to  other  industries 
in  all  parts  of  the  country,  that  promises  to  become  stronger 
time  goes  on.    It  is  that  this  continued  pressing  for  general 
rate  reductions  prevents  a  stabilization  which  everybody  admits 
s  most  desirable.    It  is  only  natural  for  buyers  to  hold  off  if 
they  think  prices  are  coming  down.    While  they  are  holding  off 
isiness   becomes    stagnant.    Experienced    railroad   traffic   men 
know  that  when  there  is  prospect  of  a  reduction  in  rates,  orders 
'  goods  are  canceled  or  held  up.     Traffic  men  believe  that  the 
institution  of  the  general  inquiry  into  rates,  fares  and  charges, 


into  the  power  of  the  Commission,  and  into  the  question  of 
what  will  constitute  a  fair  return  after  March  1  next,  tends  to 
slow  down  business.  They  believe  that,  notwithstanding  the 
fact  that  railroad  executives,  who,  in  an  official  sense,  must  b<- 
deemed  wise  in  the  eyes  of  traffic  subordinates,  asked  for  a 
general  inquiry.  Traffic  men  for  shippers,  as  a  rule,  are  In  posi- 
tion to  find  out  just  about  how  much  business  is  slowed  up  as 
a  result  of  cancellation  orders  when  the  probability  of  a  rate 
reduction  is  mentioned  In  such  way  as  to  attract  general  atten- 
tion. Cancellations  of  orders  are  given  on  heavy-loading  com- 
modities more  generally  than  on  light-loading,  valuable  mer- 
chandise. The  reason  lor  cancellation  on  heavy-loading  com- 
modities, it  is  believed,  is  obvious.  On  such  commodities  the 
freight  rate  is  a  comparatively  heavy  item  of  cost.  None  of 
those  inclined  to  criticise  the  President  and  the  Commission  for 
keeping  things  stirred  up  denies  that  there  are  particular  rate 
situations  that  need  early  and  sharp  attention.  Some  of  them 
have  needed  it  every  day  since  the  report  in  Ex  Parte  No.  74 
was  put  out.  General  reductions,  however,  will  not  cure  the  mal- 
adjustments except  in  the  rarest  of  instances.  But  traffic  men 
who  are  compelled  to  consider  general  reduction  applications 
cannot  devote  attention  to  the  particular  adjustments  needed, 
so  the  bad  effect  of  agitation,  oftentimes,  is  not  only  to  cause 
cancellations,  but  also  to  keep  in  maladjustments  that  could 
have  been  corrected  had  the  traffic  men  of  the  railroads  not 
been  compelled  to  devote  their  attention  to  demands  for  general 
reductions. 


Vacancies  on  the  Commission. — President  Harding  is  ex- 
pected to  nominate  men  for  the  Commission  to  fill  the  vacancies 
that  fall  on  the  first  day  of  the  coming  year,  soon  after  the 
Senate  meets  again  December  5.  The  terms  of  Commissioners 
Hall  and  Aitchison  will  expire  December  31.  The  President 
has  talked  with  senators  about  these  terms  beginning  January 
1.  The  impression  is  that  he  will  nominate  Hall  and  Aitchison 
to  succeed  themselves.  No  one,  however,  has  claimed  to  have 
positive  assurance  from  him  that  that  is  his  intention.  The 
senators  to  whom  the  two  commissioners  are  supposed  to  owe 
what,  for  want  of  a  better  word,  may  be  termed  allegiance,  have 
talked  with  the  President  and  they  have  the  impression  that 
Hall  and  Aitchison  will  be  named  to  succeed  themselves.  None 
of  the  senators  interested  in  the  two  commissioners,  however, 
has  been  a  controlling  factor  in  the  distribution  of  offices.  They 
have  not  been  ignored,  but  they  have  not  been  credited  with 
being  the  men  able  to  whisper  into  the  President's  ear  and 
feel  assured  that  what  they  said  would  find  lodgment  instead 
of  going  straight  through.  One  of  such  men  is  Senator  Freling- 
huysen  of  New  Jersey,  to  whom  is  credited  the  appointment  of 
Commissioner  Cox.  The  latter,  of  course,  had  the  indorsement 
of  commercial  travelers,  so  that  Senator  Frelinghuysen,  in  rec- 
ommending him,  may  have  had  in  mind  that  he  might  be  doing 
a  good  turn  for  himself  when  he  agreed  to  the  man  picked  by 
them.  There  are  candidates  and  candidates  for  the  two  va- 
cancies. There  are  always  such.  Friends  of  W.  A.  Colston, 
director  of  the  Commission's  finance  bureau,  have  been  doing 
what  they  could  to  bring  his  merits  to  the  attention  of  the  man 
in  the  White  House.  He  is  from  Kentucky.  So  is  Chairman 
McChord.  The  term  of  the  latter  will  not  expire  until  a  year 
hence.  Colston's  friends  are  inclined  to  suggest  that,  because 
there  are  two  commissioners  from  New  Jersey  and  two  from 
Wisconsin,  the  fact  that  their  man  is  from  Kentucky  should 
not  be  taken  too  seriously.  However,  there  are  many  who  dis- 
agree. In  fact,  it  is  believed  it  would  be  much  easier  to  count 
those  who  think  Kentucky  should  have  two  commissioners  than 
it  would  be  to  count  those  of  a  contrary  mind. 

Railroad  Legislation. — No  well  advised  man  will  think  of 
throwing  away  his  copy  of  the  interstate  commerce  act  because 
it  is  about  to  be  made  obsolete  by  more  recent  legislation.  Action 
on  the  Capper  and  other  bills  intended  to  deprive  the  Commis- 
sion of  the  power  over  states  rates  and  to  repeal  section  15-a 
is  not  at  all  imminent.  The  state  commissions,  when  the  Sen- 
ate began  its  hearings,  appeared  to  be  putting  up  a  fight  that 
promised  to  end  in  success  for  them  in  a  short  time.  The  rail- 
roads and  the  owners  of  railroad  securities,  apparently,  have 
counteracted  the  effect  produced  by  the  state  commissioners  to 
a  consderable  extent.  But,  even  if  they  had  not  accomplished 
anything,  legislation  could  hardly  be  considered  imminent  be- 
cause, if  this  Congress  has  proved  one  thing,  it  is  that  it  cannot 
legislate  except  at  snail-like  pace.  All  legislation  affecting  rail- 
roads is  in  the  same  condition.  The  railroad  funding  bill  as 
forecast  a  week  ago  by  President  Harding's  expression  of  in- 
difference, has  been  laid  aside  by  the  Senate  leaders.  They 
have  substituted,  for  consideration  at  least,  the  foreign  debt 
funding  bill. 


Production  Cost  Reports.— The  Federal  Trade  Commission 
has  received  another  bump  in  the  courts  in  the  course  of  its 
effort  to  force  iron  and  steel  companies  to  submit  production 
cost  reports  to  it  on  the  theory  that  it  must  know  costs  to 
enable  it  to  regulate  that  part  of  commerce  between  the  states 
that  Congress  has  committed  to  its  care.  A  short  time  ago  it 
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supplemented  its  proceedings  against  which  there  is  a  restrain- 
ing order  issued  nearly  a  year  ago  with  an  application  for  a 
mandamus  requiring  the  iron  and  steel  companies  to  submit  to 
it  "sample"  sheets  of  cost  reporting  so  that  it  could  judge  whether 
the  cost  of  preparing  reports  such  as  it  thinks  it  is  entitled  to 
receive,  would  be  excessive,  as  alleged  by  the  steel  companies 
in  the  cases  initiated  a  year  ago.  Justice  Bailey,  of  the  Supreme 
Court  of  the  District  of  Columbia,  who  issued  the  restraining 
order,  has  denied  the  writ  for  which  the  trade  body  asked.  He 
said  that  to  require  the  steel  companies  to  do  that  would  be 
to  require  them  to  do  exactly  what  he  enjoined  nearly  a  year 
ago.  The  latest  attack  by  the  trade  body  was  regarded  as  a 
flank  movement  by  means  of  which  it  would  have  attained, 
had  it  been  successful,  what  it  did  not  attain  by  the  frontal 
attack  made  about  a  year  ago.  Its  excuse  for  the  flank  or  col- 
lateral attack  was  that  the  steel  companies  had  asserted  that  the 
cost  of  making  the  reports  would  be  excessive,  in  that  it  would 
require  them  to  change  their  methods  off  bookkeeping  and  sub- 
stitute for  them  the  methods  devised  by  the  Trade  Commission. 
The  latter  desired  what  it  designated  as  sample  sheets,  so  as 
to  be  prepared,  it  said,  to  deny  the  allegation  about  excessive 
cost  when  the  case  came  on  for  hearing  on  its  merits,  December 
8.  Thus  far  the  Trade  Commission  has  lost  in  every  move  in 
the  courts  in  its  effort  to  obtain  data  on  which  it  could  base 
findings  of  excessive  prices.  The  steel  and  coal  industries  have 
resisted  its  efforts  on  the  ground,  chiefly,  that  reports  on  the 
cost  of  production  do  not  constitute  a  regulation  of  commerce 
and  that,  if  Congress  undertook  to  grant  the  power  to  require 
cost  reports,  then  that  enactment  was  beyond  the  power  of  Con- 
gress to  make,  under  the  commerce  clause  or  any  other  part  of 
the  Constitution.  A.  E.  H. 


AGRICULTURAL  INQUIRY 

The  Traffic  World  Washington  Bureau 

Announcement  was  made  November  30  by  Representative 
Sydney  Anderson,  chairman  of  the  joint  commission  of  agricul- 
tural inquiry,  that  44  committees  of  shippers  had  been  appointed 
to  work  in  conjunction  with  the  executive  traffic  committee  of 
the  railroads  in  securing  data  on  the  marketing  and  transpor- 
tation facilities  of  the  country.  These  committees  are  working 
under  the  direction  of  the  transportation  division  of  the  com- 
mission and  represent  95  per  cent  of  the  tonnage  of  com- 
modities. Included  in  their  membership  are:  C.  B.  Hutchins  of 
Chicago,  traffic  manager  of  the  American  Farm  Bureau  Federa- 
tion; F.  E.  Todd  of  Moline,  111.,  vice-president  of  Deere  &  Co., 
representing  the  agricultural  implement  industry;  S.  J.  Lowell 
of  Leonia,  New  York,  master  of  the  National  Grange;  R.  D. 
Phillips  of  Rochester,  New  York,  of  the  International  Apple  Ship- 
pers' Association;  R.  Gumming  of  Chicago,  representing  fruits 
and  vegetables,  who  is  working  in  conjunction  with  E.  G.  Dezell, 
assistant  manager  of  the  California  Fruit  Growers'  Exchange; 
A.  J.  Campbell  of  Youngstown,  Ohio,  president  of  the  Youngs- 
town  Sheet  and  Tube  Co.,  representing  the  steel  interests. 

"These  committees,  together  with  the  representatives  of  the 
railroads,  have  been  asked  to  complete  their  work  by  January 
1,  whereupon  all  data  will  be  carefully  reviewed  and  analyzed 
by  an  advisory  committee,  whose  personnel  will  be  announced 
shortly,"  Mr.  Anderson  said.  "There  will  be  twelve  members  of 
this  advisory  committee,  representing  transportation,  industry 
and  agriculture. 

"Every  phase  of  distribution  is  being  investigated  in  rela- 
tion to  transportation.  This  investigation  involves  physical  prop- 
erty, transportation  service,  the  economic  relation  of  transpor- 
tation to  agriculture  and  industry,  the  administration  of  trans- 
portation and  the  analysis  of  state  and  federal  laws  applying 
to  transportation.  A  study  is  being  made  of  the  relation  of  car 
service  and  supply  to  the  successful  distribution  of  products, 
with  particular  reference  to  the  present  condition  of  equipment. 
It  can  be  conservatively  stated  that  15  per  cent  of  the  equipment 
of  the  railroads  is  in  poor  condition.  A  similar  study  is  being 
made  in  relation  to  electric  lines,  water  transportation  and 
motors." 

"The  labor  of  more  than  1,500  people,  for  a  period  of  three 
months,  is  represented  by  the  data  which  are  now  being  com- 
piled by  the  transportation  division  of  the  joint  commission  on 
agricultural  inquiry,  which  will  shortly  present  a  report  of  its 
rnvestigation  on  the  marketing  and  transportation  facilities  of 
the  country,"  said  Representative  Anderson. 

"Splendid  co-operation  is  being  given  by  the  railroads  and 
the  shippers  to  make  possible  a  report  recommending  legisla- 
tion which  will  tend  to  remedy  existing  conditions.  Approxi- 
mately 800  representatives  of  the  railroads  and  600  representa- 
tives of  the  shippers,  in  all  sections  of  the  country,  are  gathering 
information  through  various  sub-committees,  and  this  informa- 
tion is  in  turn  being  correlated  by  the  joint  commission.  Com- 
pilation of  operating  costs  and  labor  costs  is  included  in  the 
work,  with  particular  reference  to  a  comparison  of  these  costs 
with  those  of  other  industries.  Every  issue  which  may  have 
any  bearing  upon  the  existing  relationship  between  railroads  and 
industries  which  they  serve  is  being  carefully  analyzed. 

"In    connection    with    the    transportation    investigation,    a 


thorough  study  has  been  made  of  each  medium  of  distribution 
and  the  commodity  has  been  traced  from  the  actual  producer  to 
the  actual  consumer. 

"The  policy  is  to  determine  the  basic  facts  of  the  relation 
of  the  railroads  on  the  one  hand  and  the  shippers  and  receivers 
of  commodities  on  the  other.  Branch  offices  of  the  transporta- 
tion division  are  now  operating  in  various  parts  of  the  country 
for  the  purpose  of  keeping  in  touch  with  the  local  conditions 
surrounding  the  producers  and  the  railroads  in  each  particular 
locality. 

"The  general  committees  have  organized  sub-committees, 
located  in  the  producing  and  consuming  regions,  with  reference 
to  the  movement  of  the  particular  products  which  they  are 
studying.  For  instance,  the  general  committee  organized  on 
fruits  and  vegetables  has  in  turn  appointed  sub-committees  in 
nearly  every  state  of  the  Union,  and  these  sub-committees  are 
studying  the  particular  products  in  their  section  of  the  country, 
determining  the  costs  of  production,  costs  of  marketing,  trans- 
portation charges  and  their  relationship  to  farm  prices,  together 
with  the  price  paid  by  the  consumer. 

"The  railroads  are  organized  in  two  groups,  namely,  traffic 
and  organization,  and  the  personnel  of  the  executive  traffic  com- 
mittee follows: 

"H.  M.  Adams,  vice-president,  Union  Pacific,  Omaha,  chair- 
man; J.  G.  Woodworth,  vice-president,  Northern  Pacific,  St.  Paul; 
Edward  Chambers,  vice-president,  Santa  Fe,  Chicago;  T.  C. 
Powell,  vice-president,  Erie,  New  York;  Garrett  Fort,  vice-presi- 
dent, Boston  &  Maine,  Boston;  Archibald  Fries,  vice-president, 
B.  &  O.,  Baltimore;  Robert  Wright,  general  traffic  manager, 
Pennsylvania,  Philadelphia;  Lincoln  Green,  vice-president,  South- 
ern, Washington;  L.  F.  Bowes,  vice-president,  Illinois  Central, 
Chicago;  and  J.  A.  Edwards,  vice-president,  A.  B.  Si  A.,  Charles- 
town." 


COMMISSION   ORDERS 

Wilson  &  Co.,  Swift  &  Co.,  and  Armour  &  Co.  have  been 
permitted  to  intervene  in  No.  12158,  Frye  &  Co.  vs.  Great  North- 
ern et  al. 

The  Watertown  Chamber  of  Commerce  has  been  permitted 
to  intervene  in  No.  13173,  Milwaukee  Association  of  Commerce 
vs.  C.  M.  &  St.  P.  et  al. 

The  Eldnar  Coal  Co.,  Fullerton  Coal  Co.,  Rudy  Coal  Co., 
Madison  County  Mining  Co.,  New  National  Coal  Co.,  Groom 
Coal  Co.,  General  Coal  Co.,  Oak  Hill  Coal  Co.,  O'Fallon  Coal 
Co.,  and  the  Peoples  Coal  Co.  have  been  permitted  to  intervene 
in  No.  12711,  Perry  County  Coal  Corporation  et  al.  vs.  East  St. 
Louis  &  Suburban  Ry.  et  al. 

The  order  in  Nos.  11240,  Wilson  &  Co.,  Inc.,  of  Oklahoma 
vs.  Director-General,  A.  T.  &  S.  F.,  et  al.,  and  11077,  Morris  & 
Co.  vs.  same,  has  <been  amended  -by  adding  the  following  at  the 
conclusion  of  the  third  paragraph:  "The  application  of  the  term 
'joint-line  haul'  used  herein  in  connection  with  the  rates  pre- 
scribed from  Sioux  Falls,  S.  D.,  is  to  be  determined  by  count- 
ing the  participating  carriers  south  of  Kansas  City,  Mo.-Kan." 

The  Champion  Coated  Paper  Co.  has  been  permitted  to  inter- 
vene in  No.  12986,  Wisconsin  Traffic  Association  vs.  Algoma  Cen- 
tral &  Hudson  Bay  Ry.  et  al. 

L.  Kemp  Duval,  a  stockholder  of  the  P.  C.  C.  &  St.  L.,  has 
been  permitted  to  intervene  in  Finance  Docket  1466,  which  covers 
the  application  of  the  Pennsylvania  Company  for  authority  to 
acquire  control  of  the  P.  C.  C.  &  St.  L.  company. 

The  order  in  No.  11018,  Wichita  Board  of  Commerce  et  al. 
vs.  Director-General,  which  on  June  2  was  postponed  until  the 
further  order  of  the  Commission,  has  now  been  made  effective 
January  31. 

The  Southern  Apalachian  Coal  Operators'  Association,  Haz- 
ard Coal  Operators'  Exchange  and  Harlan  County  Coal  Oper- 
ators' Association  have  been  permitted  to  intervene  in  No.  13220, 
Cincinnati  Association  of  Purchasing  Agents  vs.  L.  &  N. 

The  Commission  has  reopened  the  Texas  state  rate  case, 
docket  No.  11764,  for  further  hearing,  for  the  purpose  of  con- 
sidering the  reasonableness,  relationship  and  propriety  of  the 
rates  on  fence  posts,  as  published  in  items  1000  and  1005  of 
Texas  Lines  Tariff  36-A,  Fonda's  I.  C.  C.  No.  114.' 

The  order  entered  June  7,  1921,  in  Nos.  10500,  Corporation 
Commission  of  North  Carolina  vs.  Director-General,  A.  C.  L.  et 
al.,  and  10515,  Raleigh  Chamber  of  Commerce,  Inc.,  et  al.  vs.  Direc- 
tor-General, S.  A.  L.  et  al.,  better  known  as  the  Raleigh  Cham- 
ber of  Commerce  cases,  has  been  vacated.  This  order  of  vaca- 
tion is  merely  to  clear  the  records  of  the  Commission  of  the 
June  7  order,  which  was  superseded  by  the  Commission's  latest 
decision  in  these  cases  handed  down  November  10. 

The  complaint  in  No.  12683,  A.  Kaplan  vs.  Director-General, 
C.  R.  I.  &  P.  et  al.,  has  been  amended  by  making  the  Louisiana 
&  Arkansas  Railway  an  additional  party  defendant. 

The  Board  of  County  Commissioners  of  Chaffee  County, 
Colorado,  has  been  permitted  to  intervene  in  Finance  Docket 
1572,  In  the  matter  of  the  application  of  the  Colorado  &  South- 
ern Railway  Co.  for  a  certificate  of  public  convenience  and  neces- 
sity authorizing  the  abandonment  of  its  Buena  Vista  Romley 
line  of  railroad. 

No.  11757,  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Ry.  Co. 
et  al.  vs.  Great  Lakes  Transit  Corporation,  has  been  reopened 
for  further  hearing. 
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Decisions  of  Interstate  Commerce  Commission 


RATES  ON  COARSE  GRAIN 

The  Commission,  speaking  through  Commissioner  Daniels,  in 
No.  11369,  Van  Dusen  Harrington  Co.  et  al.  vs.  Canadian  Pacific, 
Director-General,  et  al.,  opinion  No.  7251,  64  I.  C.  C.,  461-7,  held 
unreasonable  coarse  grain  rates  of  76  cents  from  points  in  group  F 
and  64  cents  from  points  in  group  G,  the  points  of  origin  being 
in  Minnesota,  the  Dakotas,  Nebraska,  Kansas  and  Iowa,  to  des- 
li nations  in  Montana,  Idaho,  Oregon,  and  Washington,  as  in- 
creased June  25,  1918,  from  50  cents  to  the  wheat  rate  basis,  tr, 
the  extent  that  they  exceeded  61  cents.  The  Commission  ordered 
reparation  to  that  basis. 

The  Commission  found  that  the  rate  for  comparable  di.-- 
tances,  eastbound,  was  61  cents.  Commissioner  Daniels  said, 
that  compared  with  some  of  the  east  and  west  bound  rates  on 
wheat  and  coarse  grains,  to  which  reference  was  made  during 
the  course  of  the  case,  the  61-cent  rate  might  seem  to  have  been 
somewhat  too  high  for  coarse  grain.  Mr.  Daniels  recalled,  how- 
ever, on  the  question  of  whether  wheat  rates  on  coarse  grains 
were  too  high,  that  the  Commission  had  passed  on  that  subject 
in  56  I.  C.  C.,  133  and  61  I.  C.  C.,  399,  and  that,  therefore,  that 
question  was  not  really  at  issue  in  this  case. 

LUMBER  PRODUCTS  AND  BRICK 

In  a  report  on  No.  11608,  Pioneer  Lumber  Company  et  al. 
vs.  C.  B.  &  Q.  et  al.,  opinion  No.  7264,  64  I.  C.  C.,  485-90,  the 
Commission  held  the  rates  on  lumber  and  lumber  products  from 
points  in  Idaho,  Montana  and  Washington  to  Ucross  and  Buffalo, 
Wyo.,  during  and  since  federal  control,  were  not  unreasonable 
but  unduly  prejudicial.  It  held  that  intrastate  rates  on  brick 
from  Sheridan  to  Buffalo,  Wyo.,  during  federal  control  were  not 
unreasonable  or  otherwise  unlawful. 

The  Commission  held  that  the  rates  on  lumber  and  lumber 
products  were  unduly  prejudicial  because  the  defendants  had  a. 
blanket  rate  on  forest  products  to  points  much  more  distant 
from  points  of  origin  than  Buffalo  and  Ucross.  These  two  points 
are  on  a  small  railroad  which  connects  with  the  Burlington  but 
is  not  a  part  of  the  Burlington  System.  The  Wyoming  Railway, 
on  which  Buffalo  is  situated  at  the  terminus,  the  Commission 
said,  has  never  paid  dividends,  and,  at  the  time  of  the  hearing, 
interest  on  its  bonds  had  not  been  paid  for  nearly  three  years. 
The  Commission,  therefore,  came  to  the  conclusion '  that  the 
rates  were  not  unreasonable  but  only  unduly  prejudicial.  It 
further  held  that  the  complainants  had  not  shown  themselves  io 
have  been  damaged  by  the  undue  prejudice. 

The  defendants  are  required,  in  the  order  of  the  Commission, 
to  remove  the  undue  prejudice  on  or  before  February  24. 


RATE  ON  BARYTES 

The  Commission  has  dismissed  No.  12109,  Ault  &  Wiborg 
Company  vs.  P.  C.  C.  &  St.  L.  et  al.,  opinion  No.  7246,  64 
I.  C.  C.  443,  holding  that  the  rates  on  barytes,  carloads,  from 
Ivorydale,  0.,  to  Argo,  111.,  in  April,  1919,  and  February,  1920, 
were  not  unreasonable  or  otherwise  unlawful.  Seventy-nine  car- 
loads were  shipped  on  a  rate  of  16.5  cents.  The  complainant 
asked  for  reparation  down  to  the  basis  of  the  subsequently  es- 
tablished rate  of  16  cents.  It  claimed  that  16.5  cents  was  not 
the  proper  rate  to  have  published  under  General  Order  No.  28 
because  the  rule  for  disposing  of  fractions  was  not  fully  observed. 
The  Commission  said  that  failure  of  the  Director-General's 
servants  to  observe  the  rules  laid  down  by  him,  and  the  subse- 
quent publication  of  the  rate  said  to  be  the  one  really  ordered, 
was  not  enough  to  cause  condemnation  of  the  fractionally  higher 
rate.  The  rate  of  16.5  cents  was  supposed  to  be  90  per  cent  of 
the  sixth  class  rate  of  18  cents,  but  under  the  rule  for  disposing 
of  fractions,  the  complainant  contended  16  cents  would  have  been 
the  proper  rate.  The  Commission  referred  to  that  half  cent  as 
a  "slight  disturbance  of  the  percentage  relationship." 


RATES,  CALIF.  TO  DOUGLAS,  ARIZ.,  ETC. 

In  a  report  written  by  Commissioner  Eastman  on  No.  11442, 
Traffic  Bureau  of  Douglas  Chamber  of  Commerce  and  Mines  vs. 
A.  T.  &  S.  F.  et  al.,  opinion  No.  7236,  64  I.  C.  C.  405-15,  the  Com- 
mission held  that  class  and  commodity  rates  from  points  on  the 
lines  of  the  defendants  in  California  to  Douglas,  Ariz.,  are  not 
unreasonable  or  unjustly  discriminatory.  It  held,  however,  that 
they  were  unduly  prejudicial  to  the  extent  that  they  exceeded 
corresponding  rates  in  effect  From  the  same  points  of  origin  to 
Bisbee,  Ariz.,  and  to  Lordsburg,  N.  Mox.,  and  some  other  cross- 
country points  on  the  Southern  Pacific  in  Arizona  and  New 
.Mexico.  The  Commission  also  found  that  commodity  rates  from 
points  on  the  lines  of  the  Southern  Pacific  and  its  connections 
in  Oregon  and  Washington  and  points  basing  thereon,  to  Doug- 
las, applicable  via  California  junctions,  were  and  are  unduly 


prejudicial  to  the  extent  that  they  exceeded  or  may  exceed  cor 
responding  rates  contemporaneously  in  operation  via  California 
junctions  from  the  same  points  of  origin  to  El  Paso,  Tex.,  and 
Bisbee. 

That  last  mentioned  finding,  the  Commission  said,  was  not 
to  be  construed  as  covering  rates  from  British  Columbia,  as  no 
testimony  was  before  the  Commission  respecting  the  rates  for 
that  part  of  the  haul  within  the  United  States. 

Another  restriction  placed  by  the  Commission  In  Its  de- 
cision is  that  the  finding  is  confined  to  the  strict  issue  that  was 
before  it  and  to  the  evidence  of  record  and  was  not  to  be  under- 
stood as  direct  or  indirect  approval  of  the  adjustment  under 
which  some  commodity  rates  eastbound  are  blanketed  from  Ari- 
zona points  all  the  way  to  the  Atlantic  seaboard. 

The  undue  prejudice  is  to  be  removed  not  later  than  Febru- 
ary 21.  The  condemnation  of  commodity  rates  does  not  extend 
to  such  rates  on  fresh  fruits  and  vegetables.  As  to  them  the 
Commission  made  no  ruling  because  the  complainants  themselves; 
excluded  the  commodity  rates  applicable  to  them. 


FARE,  LOUISVILLE  TO  NEW  ALBANY 

In  No.  12018,  City  of  New  Albany,  Ind.,  et  al.  vs.  Louisville 
&  Northern  Railway  &  Lighting  Co.,  opinion  No.  7252,  64  I.  C.  C., 
468-76,  the  Commission  held  unreasonable  the  straight  10  per 
cent  passenger  fare  between  New  Albany  and  Louisville  because 
and  to  the  extent  that  it  exceeds  a  commutation  fare  of  9  cents 
on  a  12-trip  ticket.  The  report  also  covers  the  sub-number  of 
the  same  complaint,  brought  by  the  Chamber  of  Commerce  of 
New  Albany  et  al. 

The  complainants  asked  for  a  straight  fare  of  7  cents.  The 
10-cent  fare,  against  which  the  complaints  were  lodged,  has 
been  in  effect  since  November  1,  1920.  The  principal  defendant* 
and  the  Louisville  &  Southern  were  the  operating  companies  at 
the  time  the  complaints  were  filed.  Since  the  hearing  the  Inter- 
state Public  Service  Company,  which  controlled  the  two  operat- 
ing companies,  by  stock  ownership,  has  succeeded  them  as  the 
operator  of  the  two  lines. 

To  sustain  the  challenged  fare  as  reasonable,  the  defendants 
put  in  cost  studies.  The  Commission  criticized  them  in  only  one 
particular.  It  said  they  had  apportioned  too  much  of  the  general 
and  miscellaneous  expenses  to  the  Daisy  division.  It  said  that  it 
would  appear  that  96.02  per  cent  of  the  general  and  miscel- 
laneous expenses  was  too  much  to  assign  to  that  division,  in  view 
of  the  fact  that  the  earnings  of  that  division  constituted  only 
67.2  per  cent  of  the  whole.  It  also  criticized  the  apportionment 
of  injury  and  damage  claims  to  that  division.  It  said  such  items 
of  expenses  should  be  asigned  to  the  division  on  which  they 
were  incurred. 

Notwithstanding  these  criticisms  of  items  in  the  cost  account 
studies,  it  refused  to  condemn  the  10  cent  fare  except  as  herein- 
before set  forth.  No  order  was  issued  in  connection  with  the  con- 
demnation because,  as  before  set  forth,  the  two  principal  de- 
fendants have  ceased  being  operating  companies.  The  Com- 
mission said  that  if  the  Interstate  Company  did  not  comply 
promptly  with  the  findings,  the  complainants  might  bring  the 
matter  to  its  attention  for  such  further  action  as  might  be 
deemed  appropriate. 


INDIANAPOLIS  TRANSIT  GRAIN 

A  finding  of  undue  prejudice  and  an  order  to  remove  it  not 
later  than  February  21  have  been  made  in  No.  11704,  Indianapolis 
Board  of  Trade  vs.  Baltimore  &  Ohio  et  al.,  opinion  No.  7237, 
64  I.  C.  C.  416-21,  as  to  charges  on  transit  grain  at  Indianapolis 
in  comparison  with  charges  for  like  service  at  Noblesville,  Ind. 
The  Commission  found  that  Noblesville  millers,  elevator  opera- 
tors and  commission  firms  handling  grain  are  being  unduly 
preferred  to  the  prejudice  and  disadvantage  of  their  rivals  at 
Indianapolis. 

The  Commission  held  that  the  charges  for  back-haul  serv- 
ice to  and  from  Indianapolis,  running  from  one  to  3.5  cents  per 
-00  pounds,  constituted  an  undue  prejudice  because  there  is  no 
such  charge  at  Noblesville.  The  complaint  assailed  rates,  rules, 
routes  and  regulations  applicable  to  the  movement  of  grain 
originating  at  various  points  on  the  Lake  Erie  &  Western  Rail- 
road, accorded  transit  or  other  services  at  Indianapolis,  and 
subsequently  forwarded  as  such,  or  as  manufactured  products, 
to  (1)  western  termini  of  trunk  lines,  trunk  line  territory,  and 
points  taking  the  same  rates  or  arbitraries  over  such  rates,  all 
hereinafter  called  eastern  territory,  and  (2)  Virginia  cities  and 
points  taking  the  same  rates  on  arbitraries  over  such  rates  here- 
inafter called  Virginia  cities. 

Commissioner  Meyer,  who  wrote  the  opinion,  summed  up 
the  situation  by  saying: 

The  undue  prejudice  allesed  is  based  essentially  on  the  situation 
at  Noblesville,  Ind..  intermediate  between  Indianapolis  and  Tipton.  and 
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17.5  miles  south  of  that  junction.  The  Indianapolis  mills  meet  their 
strongest  competition  at  Noblesville,  those  at  both  points  buying  their 
grain  in  the  same  territory  and  seeking  the  same  markets  for  the  sale 
of  their  products,  and  as  contrasted  with  the  situation  described  at 
Indianapolis  the  record  shows  (1)  that  on  traffic  to  eastern  territory, 
Noblesville,  both  prior  and  subsequent  to  February,  1920,  has  been 
accorded  milling  in  transit,  and  since  that  date  an  arrangement  for 
mixing  and  storage  in  transit  has  been  provided,  which  services  have 
applied  and  now  apply  in  connection  with  the  through  rate,  without 
the  addition  of  an  out-of-line  or  back-haul  charge;  and  (2)  that  on 
traffic  to  Virginia  cities,  originating  on  defendant's  main  line  west  of 
Tipton  and  on  the  lines  of  its  connections  west  of  Peoria,  the  through 
rates  apply  via  Noblesville  and  defendant's  line  out  of  that  point 
through  Sandusky  and  transit  as  provided  in  Kelly's  transit  grain  cir- 
cular above  referred  to,  is  available. 

The  testimony  shows  that  shortly  prior  to  federal  control,  defend- 
ant agreed  to  accord  certain  of  the  relief  here  asked  and  that  subject 
to  our  approval,  it  is  now  willing  to  eliminate  the  out-of-line  or  back- 
haul  charge  on  traffic  to  eastern  territory  and  to  eliminate  the 
"phissed  rate"  basis  and  accord  transit  connection  with  traffic  from 
Indiana  stations  to  Virginia  cities. 

CLASSIFICATION  OF  PAPER  BAGS 

In  I.  and  S.  No.  1389,  Classification  Rating  on  Paper  Shop- 
ping Bags,  opinion  No.  7238,  64  I.  C.  C.  423-6,  the  Commission  has 
found  justified  proposed  ratings  on  paper  shopping  bags,  with 
handles,  in  carloads  and  less  than  carloads,  in  Official,  Southern 
and  Western  classifications.  The  ratings,  which  are  applicable 
on  paper  shopping  bags,  with  handles,  printed  or  not  printed, 
in  bales,  boxes,  bundles  or  crates,  are  as  follows:  Less  than 
carloads,  second  class;  carloads,  minimum  24,000  pounds,  sub- 
ject to  rule  34,  which  provides  graded  minima  dependent  upon 
the  length  of  cars,  fourth  class  in  Official  and  Western  classifi- 
cations, and  fifth  class  in  Southern  Classification.  The  sched- 
ules were  filed  to  become  effective  August  31,  1921,  and  were 
suspended  until  December  29,  1921,  by  the  Commission  on 
protest  of  the  Union  Bag  &  Paper  Corporation  of  New  York, 
•N.  Y.  The  Grand  Lake  Company,  Inc.,  New  York,  N.  Y.,  also 
protested.  The  Commission's  suspension  order  is  set  aside  as 
of  December  20,  1921. 

The   Commission   said   specific   ratings   for   paper   shopping 

bags    have  not   been    published    heretofore    in   the    consolidated 

Classification,  and  that  the  movement  thus  far  has  been  almost 

*entirely    in    less-than-carload    quantities,    generally    mixed    with 

paper  bags,  n.  o.  i.  b.  n. 

"Protestants  are  particularly  interested  in  the  mixture  of 
paper  shopping  bags  with  ordinary  paper  bags  in  carloads," 
the  Commission  said.  "Their  selling  agents  handle  all  kinds 
of  paper  bags.  Because  of  this  method  of  distribution,  the 
low  margin  of  profit  at  which  they  are  said  to  be  made  and  sold, 
and  the  fear  that  they  cannot  outlive  a  material  advance  in 
rates,  protestants  ask  that  paper  shopping  bags  be  not  given 
any  specific  ratings,  but  that  the  present  situation  be  continued. 
If  the  new  ratings  are  permitted  to  become  effective,  the  ship- 
ments in  less  than  carloads  will  be  rated  second  class,  whereas 
they  have  been  moving  at  fifth  class  or  class  A  when  included 
in  the  same  car  with  paper  bags  or  at  commodity  rates  ma- 
terially lower  than  class  rates.  It  is  the  general  rule  of  the 
classification  committee  to  provide  specific  ratings  based  on 
the  classification  characteristics  of  articles  and  not  upon  their 
mixing  possibilities.  Rates  and  ratings  should  be  definite  and 
specific,  and  the  issue  here  is  whether  the  ratings  proposed  are 
just  and  reasonable." 


RATES  AND  RATINGS  ON  WOOL,  ETC. 

In  a  report  written  by  Commissioner  Eastman  on  No.  11424, 
Boston  Wool  Trade  Association  vs.  Abilene  &  Southern  et  al., 
and  parts  of  fourth  section  applications  Nos.  345  and  349,  opinion 
No.  7232,  64  I.  C.  C.  365-88,  the  Commission  condemned  as  un- 
reasonable the  present  classification  ratings  on  wool,  mohair, 
camel's  wool  and  hair,  angora  hair  and  alpaca.  It  condemned 
as  unreasonable  the  distinctions  in  ratings  on  the  different  kinds 
of  animal  textiles  and  held  that  there  should  be  one  rating  for 
them  when  shipped  in  similar  form  and  quantity. 

It  prescribed  proportional  commodity  rates  on  wool  in  the 
grease  from  Duluth,  lake-and-rail  to  Boston;  also  commodity 
rates  from  Texas  points  all  rail  to  the  big  eastern  wool  market. 

It  postponed  consideration  of  the  fourth  section  applications 
and  said  that  it  was  not  unreasonable  or  otherwise  unlawful  for 
the  carriers  to  refuse  transit  on  wool  and  mohair  at  Boston  on 
traffic  originating  west  of  the  Hudson  River;  it  also  said  that 
their  failure  to  publish  consolidated  wool  tariffs  was  not  un- 
reasonable or  otherwise  unlawful.  It  held  that  rail-and-water 
rates  from  Texas  points  to  Boston  had  not  been  shown  to  be  un- 
reasonable, although  it  condemned  as  unreasonable  the  all-rail 
rates  from  Texas  to  Boston. 

The  new  ratings  and  rates  are  to  be  made  operative  not  later 
than  February  21,  1922.  The  order  of  the  Commission  affirma- 
tively requires  the  carriers  on  or  before  the  day  mentioned  to 
establish  a  rating  on  wool  in  the  grease,  washed  or  unwashed, 
not  scoured,  between  points  in  their  lines  in  southern  classifica- 
tion territory,  not  in  excess  of  fourth  class,  with  a  minimum  of 
twenty-four  thousand  pounds,  subject  to  rule  34  of  the  consoli- 
dated classification;  it  further  required  them  to  establish  a  rat- 
ing on  less-than-carload  shipments  of  scoured  wool  in  bags  or 
bales  not  machine  pressed  between  points  in  western  classifica- 


tion territory  not  in  excess  of  lJ/4  times  first  class;  a  rating 
on  L.  C.  L.  shipments  of  scoured  wool  in  machine  pressed  bales 
in  western  classification  territory  not  in  excess  of  first  class; 
a  rating  on  L.  C.  L.  shipments  of  wool  tops  in  bags  or  bales  not 
machine  pressed  in  western  classification  territory  not  in  ex- 
cess of  1%  times  first  class;  a  rating  on  L.  C.  L.  shipments  of 
wool  tops  in  machine  pressed  bales  in  western  classification  terri- 
tory not  in  excess  of  first  class;  and  a  rating  on  L.  C.  L.  ship- 
ments of  wool  noils  not  in  excess  of  first  class. 

In  another  section  of  the  order  the  Commission  required  the 
railroads  in  all  classification  territories  to  establish  ratings  on 
the  different  kinds  of  textiles  which  shall  be  the  same  in  like 
form  package  and  quantity. 

In  still  another  paragraph  the  Commission  required  the  car- 
riers to  establish  rates  on  wool  and  mohair  in  the  grease,  in 
bags  or  sacks  carloads  from  Duluth  to  Boston,  moving  lake-and- 
rail  a  proportional  commodity  rate  applicable  on  traffic  originat- 
ing beyond  Duluth,  which  shall  not  exceed  55  per  cent  of  the 
first  class  rate  contemporaneously  in  effect  from  Duluth  to  Bos- 
ton, minimum  24,000,  subject  to  rule  34  of  the  consolidated 
classification;  and  a  rate  on  machine  pressed  wool  and  mohair 
in  the  grease  not  in  excess  of  50  per  cent  of  the  first  class  on 
a  minimum  of  32,000,  subject  to  the  same  rule. 

A  further  requirement  is  the  establishment  of  a  proportional 
carload  rate  on  wool  and  mohair  in  the  grease  in  bags  or  sacks 
from  Texas  points  of  origin  to  Mississippi  River  crossings  on 
traffic  destined  to  Boston  not  in  excess  of  fourth  class  on  a 
minimum  of  24,000  pounds,  subject  to  rule  34  of  the  consolidated 
classification;  and  to  establish  a  rate  on  machine  pressed  bales 
of  wool  or  mohair  in  the  grease  not  in  excess  of  85  per  cent 
of  fourth  class  on  a  minimum  of  32.000  pounds,  subject  to  rule 
34. 

In  the  last  paragraph  of  its  order  the  Commission  required 
the  carriers  to  establish  proportional  commodity  rates  on  wool 
and  mohair  in  the  grease  in  bags  or  sacks  from  the  Mississippi 
River  crossings  to  Boston  on  traffic  originating  at  points  in  Texas, 
not  exceeding  55  per  cent  of  the  first  class  rate  from  the  cross- 
ings to  Boston  on  a  minimum  of  24,000  pounds;  and  on  machine 
pressed  bales  not  exceeding  50  per  cent  of  first  class  on  a 
minimum  of  32,000,  both  subject  to  rule  34  of  consolidated 
classification. 


FARES  ON  INTERURBAN  LINE 

In  a  report  on  No.  12123,  Ohio  Rates,  Fares  and  Charges  of 
the  Pennsylvania-Ohio  Power  &  Light  Company,  opinion  No. 
7256,  64,  I.  C.  C.,  493-9,  the  Commission  struck  down  the  fran- 
chise ordinance  of  the  village  of  Hubbard,  O.,  accepted  as  a  con- 
tract by  the  predecessor  in  interest  of  the  Pennsylvania-Ohio 
company,  to  govern  rates  to  be  charged  on  an  interurban  rail- 
road operating  between  Sharon,  Pa.,  via  Youngstown,  and  Hub- 
bard,  because  the  rates  provided  in  that  franchise  .charter, 
according  to  the  view  of  the  Commission,  are  unduly  prejudicial 
to  interstate  passengers  and  unduly  preferential  of  intrastate  pas- 
sengers. Commissioners  Aitchison,  Potter  and  Campbell  dis- 
sented without  writing  a  separate  report. 

The  ordinance  provided  for  20  cent  round  trip  tickets  be- 
tween Hubbard  and  Youngstown,  for  special  tickets  good  for  22 
rides  for  $2,  and  54-trip  commutation  tickets  for  $3.80. 

The  Commission's  order  requires  the  removal  of  the  undue 
prejudice  not  later  than  January  4  by  the  publication  of  a  54-trip 
commutation  fare  of  $5,  and  a  single  round  trip  fare  of  20  cents. 
The  order  eliminates  the  $2  commutation  fare  and  increases  the 
54-trip  commutation  fare  from  $3.80  to  $5. 

Hubbard  claimed  that  the  ordinance  fare  contract  could  not 
be  abrogated  except  with  the  consent  of  all  the  parties  to  it; 
that  the  railway  company  had  just  as  good  an  opportunity  to 
look  into  the  future  as  the  village,  and  that,  ever  since  1901,  the 
ordinance  fares  have  been  collected  by  the  company  while  the 
fares  in  other  communities  for  equal  or  longer  rides  were  lower. 
It  contended  that  the  company  should  be  required  to  take  the 
lean  years  with  the  fat. 

The  Commission's  answer  to  that  was  that  if  the  mainte- 
nance of  fares  fixed  by  ordinance  causes  discrimination  against 
interstate  commerce,  it  is  within  the  power  of  the  Commission 
to  remove  the  discrimination  by  prescribing  other  and  different 
intrastate  fares. 


FLOOR-SWEEPING    COMPOUND 

The  Commission  has  dismissed  No.  11907,  Cotto-Waxo  Com- 
pany et  al.  vs.  Ann  Arbor  R.  R.  Co.  et  al.,  opinion  No.  7226,  64 
I.  C.  C.  299-301,  holding  that  rates  and  ratings  on  floor  sweeping 
compound,  from  St.  Louis  to  points  in  official  classification  ter- 
ritory, are  not  unreasonable  or  otherwise  unlawful. 


RATE   ON    PEANUT   OIL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  made  in  No.  11808,  Marden,  Orth  &  Hastings  Co.  vs. 
C.  B.  &  Q.  et  al.,  opinion  No.  7239,  64  I.  C.  C.,  426-8,  as  to  a  rate 
of  $1.24  on  peanut  oil  in  tank  cars  shipped  from  Louisville  to 
Seattle  between  February  13  and  March  25,  1918.  The  complain- 
ant desired  reparation  to  the  basis  of  90  cents  on  the  earlier 
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shipments  and  $1.10  on  the  later.  The  90-ceht  rate  wag  that  con- 
currently applicable  on  vegetable  oils  when  the  earlier  shipments 
moved  and  the  $1.10  the  rate  that  was  In  effect  on  vegetable  oils 
during  the  later  shipments.  The  Commission  held  the  rate  of 
$1.24  unreasonable  because  and  to  the  extent  that  It  exceeded 
!?!  lii  and  ordered  reparation  to  that  basis. 


RATES   ON    PETROLEUM 

An  order  of  dismissal  has  been  made  in  No.  11462,  Liberty 
Oil  Co.,  Ltd.,  vs.  Trinity  &  Brazos  Valley  et  al.,  opinion  No. 
7223,  64  I.  C.  C.  289-91,  holding  that  rates  on  crude  petroleum 
from  Iowa  Park,  Tex.,  to  New  Orleans  are  not  unreasonable 


and  that  the  complainant  had  not  whown   itself  to  have  been 
damaged  by  any  undue  prejudice  which  may  have  existed. 


CHROME    IRON    ORE 

The  Commission  has  dismissed  No.  11853,  C.  S.  Maltby  vs. 
Sumter  Valley  et  al.,  opinion  No.  7225,  64  I.  C.  C.  297-8,  on  a 
finding  that  the  rate  on  chrome  ore,  from  Baker,  Ore.,  to  South 
Chicago  was  applicable  to  the  commodity  shipped,  and  was  not 
unreasonable.  The  complainant  contended  that  the  rate  on  or- 
dinary Iron  ore  should  have  been  assessed  on  chrome  iron  ore, 
notwithstanding  the  notation  that  the  lower  rate  applies  on 
"iron  ore  only." 


Tentative  Reports  of  the  Commission 


TRANSIT  CREDITS  ON  LUMBER 

Examiner  John  H.  Howell,  in  a  tentative  report  on  No. 
12735,  Washington  Manufacturing  Co.  vs.  Director-General  and 
Oregon-Washington  Railroad  &  Navigation  Co.,  has  recommended 
dismissal  of  the  complaint  on  a  finding  that  the  failure  of  de- 
fendants to  furnish  sufficient  equipment  for  outbound  shipments 
from  Tacoma,  Wash.,  to  enable  complainant  to  use  transit  credits 
on  shipments  to  that  point,  of  rough  lumber  from  stations  in 
Washington,  resulting  from  the  great  demands  upon  the  carriers 
brought  about  by  the  war,  did  not  justify  either  the  granting 
of  an  additional  period  for  the  use  of  such  credits  or  an  award 
of  reparation. 

The  complainant  asked  for  an  additional  period  of  six 
months  within  which  to  use  transit  credits  on  shipments  of 
rough  lumber  which  moved  to  Tacoma  over  the  lines  of  the 
Oregon-Washington  Railroad  &  Navigation  Company,  from  Bu- 
coda,  Aberdeen,  Tenino  and  Hoquiam,  Wash.,  between  October 
30,  1920,  and  June  30,  1920,  on  the  ground  that  its  failure  to 
use  such  credits  during  the  six  months'  limit  prescribed  by 
the  tariff  was  due  to  its  inability  to  secure  an  adequate  supply 
of  cars.  It  also  asked  that  the  time-limit  rule  be  amended  to 
protect  shippers  in  the  future  during  periods  of  car  shortage. 
The  examiner  said  that  at  the  hearing  the  complainant  explained 
that  the  date  October  30,  1920,  was  in  error  and  should  have 
been  October  30,  1919,  and  that  what  it  desired  was  a  period 
of  six  months  from  the  date  of  the  order  in  the  case  within 
which  to  use  the  lapsed  credits.  After  complainant  had  prac- 
tically completed  the  case,  the  examiner  said,  it  sought  to  amend 
the  complaint  by  substituting  for  the  prayer  above  set  forth  a 
claim  for  reparation  in  the  sum  of  $2,438.52,  which  it  regarded 
as  its  direct  loss  from  its  inability  to  use  all  of  its  transit  credits. 

The  Director-General  objected  to  the  date  October  30,  1920, 
being  changed  to  October  30,  1919,  on  the  ground  that  it  would 
permit  the  filing  of  a  claim  against  him  long  after  the  expiration 
of  the  period  fixed  in  the  transportation  act,  and  both  defend- 
ants objected  to  consideration  of  the  prayer  for  reparation,  the 
examiner  said. 

The  record  showed,  the  examiner  said,  that  during  that  part 
of  1920  prior  to  the  latter  part  of  August  a  severe  car  shortage 
existed,  and  that  complainant  was  unable  to  secure  from  the 
Oregon-Washington  an  adequate  car  supply,  but  that  thereafter, 
while  sufficient  cars  were  available,  complainant  was  unable 
to  ship  because  of  a  general  depression  in  the  lumber  and  lum- 
ber products  business. 

The  examiner  cited  Armour  Grain  Co.  vs.  Director-General, 
57  I.  C.  C.  398,  in  support  of  his  finding.  In  that  case,  he  said, 
the  Commission  held  that  the  failure  of  defendants  to  furnish 
cars  for  the  movement  of  grain  stored  in  elevators  at  Chicago, 
resulting  from  sudden  and  great  demands  upon  the  eastern 
carriers,  brought  about  by  the  war,  could  not  be  regarded  as 
a  reason  why  demurrage  charges  should  not  be  assessed  on 
grain  shipped  to  Chicago  for  unloading  at  said  elevators. 

"The  principle  involved  in  the  two  cases  is  the  same,"  said 
he.  "In  each  there  was  a  transit  arrangement  under  which 
movements  into  and  out  of  a  point  are  regarded  as  through 
movements  from  points  of  origin  to  points  of  final  destination 
and  complainant  asked  refund  of  certain,  charges  because  of 
failure  of  defendants  to  furnish  cars  promptly  for  outbound 
movements.  In  both  cases  the  contention  is  based  upon  an 
assumption  that  the  transit  arrangements  require  the  carriers 
to  furnish,  during  periods  of  car  shortage,  100  per  cent  of  the 
oars  required  for  traffic  on  which  transit  is  accorded,  to  the 
exclusion  of  other  shippers  of  traffic  originating  at  transit  points. 
If  such  a  contention  were  sound  and  constituted  a  basis  for 
reparation,  complainant  in  this  case  could  have  secured  trans- 
portation to  Tacoma  of  the  maximum  amount  of  lumber  whicli 
it  was  able  to  purchase,  upon  basis  of  the  transit  charges.  The 
existence  of  the  transit  arrangement  gave  complainant  no  pri- 
ority over,  say,  a  jobber  at  Tacoma  who  shipped  in  and  out  on 
local  rates:  in  making  purchases  and  sales  each  was  under  the 


practical  necessity  of  estimating  the  probable  ability  of  the 
carriers,  in  the  unusual  conditions  prevailing,  to  furnish  equip- 
ment under  fair  rules  of  distribution." 


TRACK  CHARGES  AT  MARSEILLES,  ILL. 

In  a  tentative  report  on  No.  12645,  Certain-Teed  Products 
Corporation  vs.  C.  R.  I.  &  P.  et  al.,  Examiner  John  A.  McQuillan 
has  proposed  that  the  Commission  find  that  charges  collected  by 
the  Chicago,  Ottawa  &  Peoria  Railway  from  the  complainant  for 
the  latter's  use  of  a  portion  of  its  track  at  Marseilles,  111.,  as  a 
private  switch  track  were  not  unlawful,  and  that  the  Commis- 
sion is  without  jurisdiction  to  consider  the  reasonableness  of 
such  a  charge.  The  complainant  alleged  that  the  assessment  by 
the  Chicago,  Ottawa  &  Peoria  of  a  trackage  charge  of  $1  per  car 
in  excess  of  the  published  rates  applicable  on  traffic  from  and  to 
its  plant  at  Marseilles  was  unlawful,  unreasonable,  unjustly  dis- 
criminatory and  unduly  prejudicial.  A  cease  and  desist  order 
and  reparation  was  asked. 

The  Rock  Island  and  the  Peoria  serve  Marseilles,  and  the 
Peoria  owns  a  branch-line  track  which  connects  with  the  Rock 
Island  and  extends  therefrom  to  and  beyond  complainant's  plant. 
The  distance  from  complainant's  plant  to  the  tracks  of  the  Rock 
Island  is  about  2,000  feet,  the  examiner  said.  The  branch-line 
track  was  built  in  1906  by  the  Rock  Island  for  the  Marseilles 
Land  &  Water  Power  Co.  under  a  contract  wherein  it  was  agreed 
that  the  Rock  Island  would  perform  service  over  it  and  pay  or 
cause  to  be  paid  the  sum  of  $1  for  each  loaded  car  moved  from 
or  to  an  industry  located  thereon,  the  examiner  said.  In  1908  an 
agreement  was  entered  into  between  the  Manufacturers  Ter- 
minal Railway  Co.,  the  then  owner  of  the  track,  and  the  General 
Felt  &  Paper  Co.,  predecessors  of  complainant,  wherein  it  was 
provided  that  the  General  Felt  &  Paper  Co.,  or  its  assigns,  would 
pay  $1  for  every  loaded  car  moved  to  or  from  its  plant.  Title 
to  the  track  was  conveyed  to  the  Peoria  in  1910.  The  complain- 
ant and  two  other  industries  are  paying  the  charge  of  $1  per  car. 
The  examiner  said  there  was  no  provision  in  any  tariff  for  the 
assessment  of  the  charge. 

The  examiner  said  that  on  the  portion  of  the  track  between 
complainant's  property  and  the  right-of-way  of  the  Rock  Island 
the  Peoria  performs  no  movement  of  traffic.  The  Rock  Island 
provides  the  motive  power  for  moving  traffic  from  and  to  indus- 
tries on  this  track,  he  said.  The  complainant  contended  that  the 
assessment  of  the  charge  was  unlawful  under  section  6,  and  that 
it  was  the  duty  of  the  Rock  Island  to  furnish  this  track  as  a 
facility  used  by  it  in  transporting  traffic  to  and  from  complain- 
ant's plant,  to  which  it  publishes  through  rates. 

"It  cannot  be  said  that  the  status  of  the  Peoria  in  respect 
to  this  track  is  that  of  a  common  carrier,"  said  the  examiner, 
"as  it  is  not  rendering  any  service  or  doing  anything  in  connec- 
tion with  the  actual  carriage  of  property,  but  simply  furnishes 
a  track  to  shippers.  The  fact  that  the  Peoria  is  a  common-carrier 
corporation  subject  to  the  act  generally,  does  not  operate  as  a 
bar  to  its  engaging  in  lawful  business  activities  other  than  com- 
mon carriage,  charges  in  connection  with  which  do  not  have  to 
be,  nor  lawfully  can  be,  the  subject  of  tariff  publication." 

The  examiner  also  said  that  the  contention  that  the  track  in 
question  was  a  facility  which  the  Rock  Island  has  to  have  to 
reach  complainant's  plant  to  which  it  publishes  rates,  which  it 
is  the  duty  of  that  carrier  to  furnish,  was  equally  untenable.  He 
said  there  was  no  duty  on  the  part  of  a  common  carrier  subject 
to  the  act  to  run  tracks  off  its  lands  to  effect  connection  with 
an  industry. 

"If  an  industry  desires  connection  with  a  trunk  line,  the 
duty  devolves  upon  it  to  make  arrangements  for  the  procuring 
of  a  spur,"  said  he. 

In  the  instant  case,  he  said,  complainant's  predecessor  and 
concerns  similarly  located  did  not  construct  'their  own  switch 
tracks  out  to  the  Rock  Island's  right-of-way,  but  elected  to  enter 
into  an  agreement  with  a  third  party  for  the  privilege  of  being 
served  by  a  then  existing  track,  to  which  arrangements  com- 
plainant has  succeeded. 
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"In  so  far  as  the  amount  of  consideration  that  complainant 
pays  for  the  advantage  it  gets  from  this  track  is  concerned,  it 
is  a  matter  of  private  contract,  the  reasonableness  of  which  the 
Commission  under  section  1  has  no  jurisdiction  to  review,"  the 
examiner  said. 


RATES  ON   PAPER 

A  whole  gospel  for  the  proper  grouping  of  the  products  of 
paper  mills  in  the  Fox  River  group  in  Wisconsin,  together  with 
rates  from  that  group  to  Chicago  to  Mississippi  and  Missouri 
River  cities,  and  points  in  Illinois,  the  Mississippi  valley,  south- 
western states  and  Western  Trunk  Line  territory,  has  been 
recommended  by  Attorney-Examiner  Arthur  R.  Mackley  and 
Examiner  W.  H.  Wagner  in  a  report  on  No.  11950,  Minnesota 
and  Ontario  Paper  Co.  et  al.  vs.  Northern  Pacific  et  al.  The 
report  also  embraces  No.  11981,  Lake  Superior  Paper  Co.  et  al. 
vs.  Ahnapee  &  Western  et  al.;  No.  12108,  Wisconsin  Traffic  Asso- 
ciation vs.  Chicago  &  Northwestern  et  al.;  No.  11836,  Wichita 
Board  of  Commerce  et  al.  vs.  Director-General  et  al.;  No.  11846, 
Oklahoma  Publishing  Co.  vs,  Director-General  et  al.;  No.  11846, 
Sub.  No.  1,  Times  Publishing  Co.  vs.  Director-General,  and  No. 
118G4,  Oklahoma  Paper  Co.  et  al.  vs.  Director-General  et  al. 

In  addition  to  the  grouping  and  rates  hereinbefore  men- 
tioned the  two  examiners  recommended  the  prescription  of  rates 
from  International  Falls,  Minn.,  and  Sault  Ste.  Marie,  Mich.,  to  the 
same  destinations  on  the  basis  of  the  differentials  prescribed  in 
Lake  Superior  Paper  Co.  vs.  Director-General,  61  I.  C.  C.,  709; 
64  I.  C.  C.,  33. 

In  disposing  of  the  cases  bracketed  together  the  examiners 
recommended  rates  from  some  of  the  points  named  and  from 
certain  points  in  Indiana,  Illinois,  Missouri  and  Kansas  to  Okla- 
homa City  and  Okmulgee,  Okla.,  and  Wichita,  Kan.,  by  using  the 
yardstick  suggested  by  them  and  said  that  reparation  should 
be  made  to  the  basis  of  the  rates  so  ascertained.  Probably  the 
most  striking  thing  about  the  report  is  the  fact  that  Mackley 
and  Wagner  have  recommended  three  groups  for  the  classifica- 
tion of  paper  mill  products  and  the  use  of  the  rate  on  news- 
print as  100  per  cent,  the  rates  on  other  groups  to  be  made  cer- 
tain percentages  of  that  base  rate.  Their  recommendation  is 
that  the  rates  on  printing  paper  be  made  112.5  per  cent  of  the 
base  rate  and  rates  on  writing  paper  other  than  folded  be  made 
135  per  cent  of  the  base  rates.  The  three  groups  are  to  embrace 
the  following  products: 

1.  Newsprint,    wall    paper,    blank,    unfinished. 

2.  Printing,    other    than    newsprint. 

Wrapping,    other    than    cloth-lined,     oiled,     waxed,     grease-proof. 

paraffinned  or   rosin-glazed. 
Wrappers. 
Bags. 

Bags,  printed. 
Blotting. 
Cardboard. 
Document  manilla. 
Boxes   or   cartons,    pulpboard   or  strawboard,    plain   or   corrugated, 

k.    d. 

Joinings,   ice   cream  can. 
Boxes,  k.  d. 
Binder  board. 

3.  Writing,    other   than    folded. 
Toilet. 

Toweling. 

Towels. 

Napkins. 

Paper  and   paper  articles,    in   boxes,   bundles,    crates  or  rolls,    VIZ.: 
Wrapping,    oiled,    cloth-lined,    parafflnned,    waxed,    rosin-glazed 

or  grease-proof. 

Paper  tablets,   not  printed. 

Wrappers,   printed,  exclusive  of  labels. 

Bottle  wrappers,   plain,   corruglated  or  indented. 

Order   blanks,    printed. 
Minimum  carload  weights: 

Newsprint,  48,000  pounds;  printing,  40,000  pounds;  wrapping, 
40,000  pounds;  writing,  36,000  pounds;  paper  toweling,  paper  towels, 
paper  napkins  and  toilet  paper,  24,000  pounds,  subject  to  ri'le  34,  West- 
ern Classification. 

Mixed  carloads  of  above:  The  highest  rate  on  any  article  in  the 
car,  also  the  highest  minimum  weight  on  any  article  in  the  car,  shall 
apply  on  the  entire  mixed  carload. 

Mackley  and  Wagner  said  the  record  did  not  demonstrate 
that  the  rates  on  paper  as  a  whole  were  either  too  high  or  too 
low,  though  some  of  them,  particularly  to  points  on  the  Mis- 
souri River,  were  too  high,  and  others,  affected  'by  local  influ- 
ences were  too  low.  They  said  there  should  be  a  general  realign- 
ment more  in  accord  with  distance  and  on  a  basis,  as  nearly  as 
might  be,  not  materially  to  increase  or  decrease  aggregate  rev- 
enues, though  providing  for  rates  on  newsprint  lower  than  on 
printing  paper  and  lower  on  printing  paper  than  on  writing 
paper.  They  said  it  might  be  safely  said  that  all  parties  to  the 
record  realized  the  necessity  for  a  realignment  on  a  more  con- 
sistent basis.  Their  specific  recommendations  are: 

On  newsprint  paper  from  the  Fox  River  group  to  the  follow- 
ing typical  destinations:  Chicago,  16  cents  instead  of  17;  Pe- 
oria,  23  instead  of  25.5;  Cairo,  35  instead  of  32.5;  Davenport,  21, 
unchanged;  Cedar  Rapids,  24  instead  of  25.5:  Omaha,  34,  as  at 
present;  Lincoln.  39  instead  of  38.5;  Norfolk,  Neb.,  43  instead  of 
62.5;  Hastings,  Neb.,  50  instead  of  69.5;  St.  Louis,  27,  as  at 
present;  Kansas  City,  34,  as  at  present;  Topeka,  41  instead  of 
42.5;  Salina  and  Wichita,  51  instead  of  67.5;  Denver,  75  instead 
of  90;  Tulsa,  58  instead  of  76.5;  Muskogee,  58  instead  of  57.5; 


Okmulgee,  60  instead  of  76.5;  Oklahoma  City,  63  instead  of 
76  5-  Memphis,  45  instead  of  42.5;  Little  Rock,  54  instead  of  67.5; 
Xew  Orleans,  60  instead  of  53.5;  Jackson,  Miss.,  54  instead  of 
675-  Alexandria,  La.,  60  instead  of  83;  Texas  common  points,  85 
instead  of  117;  Galveston,  85  instead  of  149;  El  Paso,  105  instead 
of  135  5;  Sioux  Falls,  34  instead  of  36;  Pierre,  S.  D.,  50  instead  of 
845-  Grand  Forbes,  48  instead  of  65.5;  Milwaukee,  14  instead  of 
13-  Mason  City,  24  instead  of  25.5;  Des  Moines,  28  instead  of  29; 
Sioux  City  34,  as  at  present;  Moberly,  27  instead  of  29.5;  Jop- 
lin  51  instead  of  52.5;  Duluth,  25  instead  of  27.5;  St.  Paul,  over 
the  293  mile  route,  20  instead  of  21,  and  over  the  204  mile  route 
16  instead  of  17.  and  Albert  Lea,  Minn.,  22  instead  of  24.5. 

The  examiners  said  that  in  no  case  should  the  class  rates  be 
exceeded  and  that  carriers  should  be  directed  to  realign  their 
rates  to  other  points  in  a  fair  relationship  to  those  shown. 

The  meager  showing  made  in  respect  of  rates  on  wrapping 
paper  and  paper  bags  from  Orange,  Texas,  attacked  in  No.  12108, 
the  examiners  said,  did  not  warrant  a  change  in  those  rates. 
The  examiners  sai<J  the  foregoing  disposed  in  substance  of  sev- 
eral other  complaints  previously  heard,  namely,  No.  11836,  in- 
volving the  reasonableness  and  relationship  of  rates  on  news- 
print paper  from  points  in  Minnesota  and  Wisconsin,  Alexandria, 
Ind.,  and  St.  Louis  to  Wichita;  No.  11846  and  its  sub.  number  in- 
volving the  reasonableness  and  relationship  of  rates  on  news- 
print paper  from  the  origin  points  named  in  No.  11836,  and  from 
Gross,  Manistique  and  Munising,  Mich.,  Sturgeon  Falls,  Ont.,  and 
points  basing  thereon  to  Oklahoma  City  and  Okmulgee,  Okla., 
and  No.  11864,  involving  the  reasonableness  and  relationship  of 
rates  on  various  kinds  of  paper  and  paper  articles  from  points 
in  Minnesota,  Illinois,  Michigan,  Ohio,  Kansas,  Wisconsin,  and 
joints  basing  thereon,  to  Oklahoma  City. 

On  newsprint  paper  rates  from  Gross  and  Manistique,  now 
in  the  northern  Wisconsin  group,  to  Oklahoma  City,  the  exam- 
iners said,  should  be  included  in  that  group  also  to  Okmulgee; 
to  Oklahoma  City  and  Okmulgee  the  rates  to  Munising,  they 
said,  should  be  the  same  as  from  International  Falls  to  those 
points  and  to  Wichita  the  rates  from  Chicago  should  continue 
on  the  Fox  River  basis;  to  Oklahoma  City  and  Okmulgee,  St. 
Louis  should  'be  continued  on  fixed  differentials  under  Chicago: 
and  to  Wichita  the  rates  from  St.  Louis  should  not  be  higher 
than  the  rates  from  Okmulgee  to  St.  Louis.  As  the  rate  on 
newsprint  paper  from  the  following  points  of  origin  was  not  an 
issue  in  these  cases  and  could  not,  therefore,  be  established  as 
the  base  rate  the  examiners  said  the  rate  on  other  paper  should 
be  specifically  revised  as  follows: 

To  Oklahoma  City  the  rate  of  76.5  cents  on  wrapping  paper 
from  Kansas  City  should  be  48  cents,  and  the  rate  of  77.5  cents 
on  toilet  paper  and  paper  towels  should  be  54  cents;  the  rate  of 
61  cents  on  strawboard  from  Hutchinson,  Kan.,  should  be  3 
cents:  the  rate  of  81  cents  on  paper  tablets  from  St.  Joseph 
should  be  66  cents,  and  from  the  points  of  origin  embraced  in 
No.  11846  the  rates  on  building  and  roofing  paper  should  be  95 
per  cent  of  the  rate  on  newsprint  paper.  The  examiners  said 
that  to  Oklahoma  City  and  Okmulgee  the  rates  from  Sturgeon 
Falls  and  Alexandria,  which  base  on  Chicago  and  St.  Louis, 
would  be  automatically  revised  .by  the  revision  of  the  base  rates 
from  Chicago  and  St.  Louis.  The  same  was  true,  they  said,  of 
the  rates,  from  Alexandria  to  Wichita.  They  also  said  the  par- 
ties in  No.  11846  agreed  that  boxes,  k.  d.,  and  binder  board  should 
be  classed  with  wrapping  paper,  hence  their  classification  of 
those  products. 

SECOND-HAND  IRON  AND  STEEL  ARTICLES 

Dismissal  of  the  complaint  in  No.  12875,  Southern  Carbon 
Co.  vs.  Missouri  Pacific  et  al.,  has  been  recommended  by  Exam- 
iner P.  F.  Gault  on  a  proposed  finding  that  class  rates  on  second- 
hand iron  and  steel  articles,  in  straight  and  mixed  carloads,  from 
Coalton,  Okla.,  to  Swartz,  La.,  were  and  are  not  unreasonable. 
On  three  carloads  charges  were  collected  at  the  through  class  A 
rate  of  $1.12  and  on  six  carloads  charges  were  collected  at  the 
through  fifth  class  rate  of  $1.04.  The  complainant  suggested  for 
the  future  and  sought  reparation  on  the  basis  of  a  commodity 
rate  of  50.5  cents,  applying  on  certain  iron  and  steel  articles 
from  St.  Louis  and  Kansas  City.  The  examiner  said  there  was 
no  evidence  introduced  tending  to  show  that  the  class  rates,  as 
such,  were  unreasonable. 


RATES  ON  EMPTY  WOODEN  CRATES 

Examiner  H.  J.  Wagner,  in  a  tentative  report  on  No.  12569, 
Chevrolet  Motor  Company  of  Michigan  vs.  Director-General,  as 
agent,  Santa  Fe,  et  al..  has  proposed  that  the  Commission 
award  reparation  on  a  finding  that  rates  applicable  on  empty 
wooden  crates,  k.d.,  in  carloads,  from  Oakland,  Cal.,  Fort  Worth, 
Tex.,  and  St.  Louis,  Mo.,  to  Flint,  Mich.,  were  and  will  be  un- 
reasonable to  the  extent  that  they  exceeded  or  exceed  the  lumber 
rates  contemporaneously  in  effect  between  the  same  points. 

RATE   ON   RECONSIGNED  CEMENT 

An  award  of  reparation  has  been  recommended  by  Examiner 
John  A.  McQuillan  in  No.  12617,  Cape  Girardeau  Portland  Cement 
Co.  vs.  Director-General,  as  agent,  St.  Louis  Southwestern,  et  al., 
on  a  holding  that  a  combination  rate  of  57.5  cents  per  100  pounds 
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on  a  carload  of  cement  from  Cape  Girardeau,  Mo.,  to  Fisher, 
Ark.,  and  reconslgned  to  Little  Rock.  Ark.,  whipped  in  Novem- 
ber. r.HJi.  was  unreasonable  to  the  extent  that  It  exceeded  32 
cents.  He  also  recommended  that  the  Commission  hold  that 
dt'inuiTiiKc  -""I  rrron.siKnmi'iil  chaws  collected  on  the  ship- 
ment were  not  unreasonable.  The  examiner  found  an  over- 
of  $2  on  demurrage  and  recommended  refund  thereof. 


RATES  ON  COAL  TO  CLAY  CITY,  WASH. 

An  award  of  reparation  has  been  recommended  by  Examiner 
Leo  J.  Flynn,  in  a  tentative  report  on  No.  12498,  Far  West  Clay 
Co.  vs.  Director-General,  as  agent,  Chicago,  Milwaukee  &  St. 
Paul,  et  al.  He  proposed  that  the  Commission  hold  that  the  ap- 
plicable rates  on  coal  shipped  during  the  period  of  federal  control 
from  Burnett,  Durham,  Kanaskat  and  Morrlstown,  Wash.,  to  Clay 
City.  Wash.,  were  unreasonable  to  the  extent  that  they  exceeded 
$1.60  per  net  ton.  There  were  55  carloads  involved.  A  rate  of 
$1.!IO  was  assessed  on  10  shipments  and  a  rate  of  $1.60  on  the 
remainder. 


RATES  ON  GAS  AND  FUEL  OIL 

A  finding  that  the  rates  applicable  on  gas  oil  and  fuel  oil 
from  Independence,  Kan.,  Ponca  City,  Cushing,  Okmulgee  and 
Oklahoma  City,  Okla.,  to  Fremont,  Neb.,  were  unreasonable  and 
unduly  prejudicial,  to  the  extent  that  they  exceeded  19.5  cents 
from  Independence,  22.5  cents  from  Ponca  City,  Cushing  and 
Okmulgee,  and  24.5  cents  from  Oklahoma  City,  has  been  recom- 
mended by  Examiner  F.  E.  Early,  in  a  tentative  report  on  No. 
12360,  Empire  Refineries,  Inc.,  et  al.,  vs.  Director-General,  as 
agent,  Missouri  Pacific,  et  al.  For  the  future  the  examiner  sug- 
gested the  rates  above  quoted  plus  the  increases  authorized  in 
Ex  Parte  No.  74.  He  recommended  reparation  to  the  basis  of  the 
rates  found  reasonable. 


CLASSIFICATION  OF  SCRAP  RUBBER 
Examiner  H.  J.  Wagner,  in  a  tentative  report  on  No.  12620, 
National  Association  of  Waste  Dealers  et  al.  vs.  Ann  Arbor 
et  al.,  has  recommended  sixth  class,  instead  of  fifth,  on  scrap 
rubber  in  Official  Classification  territory.  The  examiner,  on  ac- 
count of  the  heavy  movement  of  scrap  rubber  since  the  coming 
of  the  bicycle  and  the  automobile,  is  of  the  opinion  that  the 
dealers  in  waste  and  scrap  rubber  are  entitled  to  a  better  rating 
than  was  established  in  1887,  when  the  reclamation  of  rubber 
produced  tonnage  for  the  railroads  so  small  that  it  could  not 
be  compared  with  the  present  tonnage.  He  quoted  facts  put 
into  the  record  by  the  complaining  association  to  show  that  the 
earnings  on  sixth  class  would  be  good.  Other  waste  materials, 
comparable  in  value,  he  pointed  out,  have  been  given  sixth 
class  and  therefore  he  thinks  as  much  should  be  done  for  the 
dealers  in  scrap  and  used  rubber. 


SUGAR  TARIFFS  SUSPENDED 

The  Traffic  World  Washington  Bureau 

At  the  request  of  southern  railroads,  southern  refiners  and 
the  American  Sugar  Refining  Company,  which  has  a  refinery  at 
New  Orleans,  as  well  as  refineries  on  the  Atlantic  seaboard,  the 
Commission,  in  I.  and  S.  No.  1443,  suspended  the  tariffs  filed  by 
Curlett,  in  which  the  railroads  serving  Atlantic  coast  refineries 
undertook  to  reduce  rates  on  refined  sugar  from  the  Atlantic 
seaboard  to  Chicago  and  Cincinnati  by  three  cents  per  100  pounds 
and  3.5  cents  per  100  to  St.  Louis. 

These  are  the  tariffs  filed  in  accordance  with  the  promise  of 
the  eastern  lines,  made  at  a  hearing  in  New  York  early  in  No- 
vember, to  put  New  York  on  a  parity  with  New  Orleans  to 
Chicago,  by  reducing  the  New  York  to  Chicago  rate  from  63  to 
60  cents. 

At  the  time  announcement  was  made,  the  Illinois  Central 
and  other  lines  serving  New  Orleans  were  expected  to  make  a 
similar  cut,  thus  preserving  the  advantage  the  gulf  refiners  are 
supposed  to  have  in  Chicago  markets.  But  they  never  performed 
in  accord  with  the  understanding  of  what  they  would  undertake 
to  do  just  as  soon  as  the  eastern  lines  cut  off  three  cents. 

The  tariffs  in  question,  effective  on  various  days  between 
December  1  and  5,  were  suspended  until  March  31. 


LEAVENWORTH  &  TOPEKA  BONDS 

The  Commission  has  granted  authority  to  the  Leavenworth 
&  Topeka  Railroad  Co.,  which  operates  a  line  of  railroad  be- 
tween Leavenworth  and  Meriden  Junction,  Kan.,  and  also  the 
principal  railway  terminals  in  Leavenworth,  to  issue  $52,175  of 
common  capital  stock  to  the  Leavenworth  &  Topeka  Aid  Benefit 
Districts  of  Leavenworth  and  Jefferson  counties,  Kansas,  in 
exchange  for  a  like  amount  of  aid  bonds  issued  by  those  dis- 
tricts to  assist  the  carrier  in  the  construction,  operation  and 
maintenance  of  its  property.  The  company  was  organized  in 
1918,  and  for  many  years  prior  thereto,  according  to  the  Com- 
mission's report,  the  property  had  been  operated  by  other  com- 
panies at  annual  losses  ranging  from  $25,000  to  $40,000.  The 
Commission  said  the  acceptance  of  the  aid  bonds  seemed  to 
offer  the  only  practical  means  of  saving  the  road  and  insuring 
its  continued  operation. 


SENATE  COMMITTEE  HEARINGS 

Tht  Traffic  World  Washington  Bureau 

That  it  would  be  detrimental  to  limit  the  powers  of  the 
Interstate  Commerce  Commission  to  such  an  extent  an  to  per- 
mit any  authority  to  put  into  effect  rates  or  conditions  of  service 
that  would  place  a  burden  on  interstate  commerce  wan  the 
opinion  expressed  by  Bird  M.  Robinson,  president  of  the  Amer- 
ican Short  Line  Railroad  Association,  before  the  Senate  commit- 
tee on  Interstate  commerce,  November  28. 

"I  feel  that  nothing  should  be  done  to  deprive  the  Interstate 
Commerce  Commission,  as  the  agency  of  Congress,  to  control 
that  transportation  unit  to  the  extent  that  it  may  be  necessary 
to  insure  the  most  economical  and  most  efficient  transportation 
that  is  obtainable,  and  therefore  I  do  not  believe  that  it  would 
be  wise  to  limit  the  Commission  in  the  manner  proposed,"  said 
he."  I  feel  that  if  it  is  done,  it  will  result  in  retarding,  to  a 
greater  or  less  extent,  the  full  development  of  the  transporta- 
tion system  of  the  country." 

Mr.  Robinson  then  took  up  the  request  of  the  state  com- 
missions that  section  15-a  be  repealed  and  that  paragraph  20  of 
section  1  of  the  act  be  so  amended  as  to  require  the  approval 
of  the  state  authorities  before  a  certificate  of  abandonment  issued 
by  the  Commission  shall  become  effective.  He  said  the  state 
commissions  had  not  justified  the  repeal  of  the  rate-making  sec- 
tion. 

"Nor  do  they  justify  the  abandonment  of  the  only  plan 
which  can  be  successfully  used  in  this  country  as  a  basis  for 
rates  if  all  parts  of  our  transportation  system  are  to  continue 
to  function  and  give  to  the  public  that  efficient  service  which 
they  demand  and  are  entitled  to  receive,"  said  he.  "That  result 
can  not  be  successfully  accomplished  except  under  the  group 
plan. 

"As  a  fundamental  proposition,  I  assert  that  rates  must  be 
sufficient  to  pay  the  carriers  the  cost  of  producing  the  transpor- 
tation and  that  cost  must  include  a  fair  return  on  the  value  of 
the  property  held  and  used  for  public  service. 

"The  decisions  of  the  courts  and  the  interstate  commerce 
act  necessarily  make  the  cost  of  producing  transportation  the 
basis  of  rates  and  divisions,  and  this  is  the  only  basis  upon 
which  a  successful  transportation  system  can  be  maintained  and 
operated.  In  ascertaining  such  cost,  the  government,  represent- 
ing the  public,  has  the  right  to  investigate,  and  govern  to  a  great 
extent,  the  various  elements  that  constitute  that  cost." 

The  group  plan  of  making  rates,  as  provided  in  section  15-a, 
Mr.  Robinson  said,  is  the  only  one  under  which  the  Commission 
can  and  will  meet  the  demands  of  the  present  situation  con- 
fronting the  railroads. 

"It  is  based  upon  the  fundamental  principle  that  all  of  the 
roads  rendering  a  real  public  service  are  a  part  of  the  trans- 
portation system;  and  that  the  roads  shall  receive  just  com- 
pensation for  the  services  that  they  render,"  said  he.  "That  sec- 
tion provides  a  measure  by  which  the  Commission  can  divide 
the  total  freight  revenue  between  the  various  participating  roads, 
in  such  a  way  as  to  give  to  each  that  portion  which  is  due  them, 
and  thus  insure  justice  to,  and  a  continuation  of,  the  short  and 
weak  roads  which  serve  a  real  public  service." 

Mr.  Robinson  took  up  the  phase  "worthless  roads"  used  in 
the  resolution  adopted  by  the  state  commissions  at  Atlanta,  ask- 
ing Congress  to  repeal  section  15-a.  He  said  statements  of  that 
kind  were  wholly  unjustified  and  that  he  could  describe  a  very- 
large  per  cent  of  the  800  short  lines  of  the  country  and  show 
that  very  few,  if  any,  failed  to  render  a  real  public  service,  and 
that  it  was  unfair  to  characterize  them  as  worthless. 

"And  it  is  detrimental  to  the  public  welfare  to  exclude  them 
from  being  considered  and  properly  recognized  in  any  construc- 
tive plan  for  rehabilitating  the  railroads,  and  permitting  them 
to  have  the  constitutional  right  of  receiving  just  compensation 
for  the  value  of  their  service,"  said  he. 

Referring  to  motor  truck  competition,  Mr.  Robinson  said 
motor  trucks  were  rapidly  invading  the  transportation  field  and 
were  duplicating  the  service  rendered  by  the  railroads,  "under 
conditions  that  are  most  unfair  and  unjust  and  are  imposing  a 
substantial  burden  upon  the  public."  He  said  some  states  had 
given  their  railroad  commissions  authority  to  regulate  motor 
trucks  but  that  in  most  of  such  states  the  commissions  utterly 
failed  to  prevent  the  duplication  of  service  and  did  not  require 
them  to  compete  upon  a  fair  basis. 

Taking  up  the  question  of  abandonment  of  roads  and  the 
proposed  amendment  of  the  state  commissions  with  respect  there- 
to, Mr.  Robinson  said  that  he  found  it  difficult  to  avoid  the  con- 
clusion that  the  request  of  the  state  commissions  was  directly 
in  conflict  with  their  request  that  section  15-a  be  repealed  be- 
cause, according  to  their  contention  that  section  forces  the  in- 
clusion of  worthless  railroads  under  the  group  plan. 

"If  their  request  is  granted  and  the  power  of  the  Commission 
to  issue  certificates  of  convenience  and  necessity  is  limited," 
said  he,  "it  will  have  the  effect  of  forcing  the  Commission  to 
retain  within  the  system  and  to  make  provisions  for  the  ob- 
jectionable class  of  roads  in  some  of  the  states." 

The  proposal  of  the  state  commissions  would  completely 
nullify  the  legal  authority  the  Commission  now  has,  he  said. 

"If  the  present  law  is  permitted  to  continue  the  Commission 
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can,  and  it  is  its  duty  to,  issue  a  certificate  permitting  the 
abandonment  of  the  property  and  thereby  remove  from  it  the 
right  to  make  any  legal  or  equitable  claim  to  have  its  value 
included  for  rate  making  purposes,  or  to  participate  m  the 
revenue  derived  from  transportation." 

Mr  Robinson  expressed  the  belief  that  the  eventual  con- 
solidation of  the  railroads  into  a  limited  number  of  systems 
must  be  accomplished. 

ASSIGNMENT  OF  CLAIMS 

The  Traffic  World  Washington  Bureau 

The  Railroad  Administration  recently  has  been  suggesting 
that  claims  arising  during  federal  control  could  not  be  trans- 
ferred, by  assignment  or  otherwise,  because  of  the  prohibition, 
contained  in  section  3477,  Revised  Statutes,  against  the  assign- 
ment of  claims  against  the  government,  except  after  allowance 
of  the  claim  and  the  issuance  of  the  warrant  to  pay  it.  If  that 
statute  were  construed  in  the  way  suggested  by  the  Railroad 
Administration  it  would  bar  claims  that  passed  from  one  cor- 
poration to  another,  when  one  corporation  was  merged  with  an- 
other, and  create  an  additional  hurdle  to  be  taken  by  claimants 
trying  to  recover  money  illegally  had  by  the  Railroad  Administra- 
tion during  federal  control. 

The  statute  was  cited  by  the  Railroad  Administration  as  a 
bar  to  the  relief  sought  in  No.  13149,  Pennsylvania  Power  & 
Light  Co.  vs.  John  Barton  Payne,  Lehigh  &  New  England.  The 
complainant,  through  merger  and  consolidation  under  the  laws 
of  Pennsylvania,  became  the  owner  of  the  property  of  the  Le- 
high Valley  Light  &  Power  Company  and  the  Lehigh  Navigation 
Electric  Company.  John  F.  Finerty  moved  the  Commission  to 
dismiss  that  complaint  on  the  ground  that  it  appeared  on  the 
face  that  the  complainant  was  an  assignee  of  the  shipper,  and 
that  the  complaint  was  a  duplication  of  No.  11192,  filed  by  the 
same  company. 

In  a  brief  in  opposition  to  the  motion  to  dismiss,  Francis  B. 
James,  counsel  for  the  complainant,  said  that  undoubtedly  Mr. 
Finerty  sought  to  interpose  that  bar  on  account  of  the  decision 
by  the  court  of  claims  in  Seaboard  Air  Line  vs.  United  States, 
53  Court  of  Claims  Reports  107,  in  which  that  tribunal  said  that 
where  two  corporations  enter  into  an  agreement  to  merge  and 
consolidate  into  a  new  corporation,  "the  transaction  in  legal 
contemplation  is  similar  to  a  purchase  by  the  new  corporation 
of  the  railroads  arid  properties  of  the  two  former  companies, 
so  far  as  the  right  to  collect  the  debts  or  claims  of  the  former 
companies  is  concerned,  and  the  new  company  cannot  sue  for 
such  claims,  in  view  of  section  3477  Revised  Statutes,  forbidding 
assignment  of  claims  against  the  United  States." 

As  to  the  value  of  that  court  of  claims  decision,  Mr.  James 
said: 

"Mr.  John  F.  Finerty,  counsel  for  the  Director-General  of 
Railroads,  was  undoubtedly  unaware  of  the  fact  in  preparing 
and  filing  his  motion  to  dismiss,  that  the  decision  by  the  Court 
of  Claims  in  the  foregoing  case  was  overruled  by  the  Supreme 
Court  of  the  United  States  in  the  same  case  under  the  title  of 
Seaboard  Air  Line  Railway  vs.  United  States,  decided  June  6, 
1921  (unofficially  reported  in  No.  17,  Volume  41,  Supreme  Court 
Reporter,  West  Publishing  Company,  issued  July  1,  1921,  and 
found  at  page  611),  the  syllabus  of  which  is  as  follows: 

The  provision  of  Rev.  St.  Section  3477  (Comp.  St.  Sec.  6383),  that 
transfers  of  a  claim  against  the  United  States  shall  be  void,  unless 
made  with  prescribed  formalities  after  the  allowance  of  the  claim  and 
the  issuance  of  a  warrant,  does  not  prevent  the  allowance  of  a  claim 
originally  payable  to  a  railroad  company  the  right  to  which  had  vested 
in  another  corporation  formed  by  the  merger  of  that  company  and 
another  under  the  provisions  of  Civ.  Code  Ga.  1895,  Sec.  2173,  and 
Gen.  St.  Fla.  1906,  Sec.  2812,  since  Congress  intended  merely  to  pre- 
vent evils  resulting  from  trafficking  in  claims,  and  not  to  discourage 
or  hinder  the  proper  merger  of  corporations  as  authorized  by  the 
states." 

As  to  the  charge  of  duplication,  the  second  ground  for  dis- 
missal set  forth  by  the  Railroad  Administration,  Mr.  James  said, 
one  was  for  reparation  in  that  part  of  government  control  prior 
to  June  25,  1918,  and  the  other  for  reparation  on  shipments  in 
the  period  of  federal  control,  after  that  day. 


MOTOR   TRUCK   TRANSPORTATION 

In  his  new  book,  Motor  Truck  Transportation,  F.  Van  Z. 
I>ane,  C.  E.,  lecturer  on  motor  truck  transportation,  New  York 
University,  recommends  the  adoption  of  the  motor  truck  as  a 
useful  adjunct  by  the  railroads.  He  points  out  that  the  only 
business  the  trucks  can  take  from  the  railroads  in  transportation 
competition  is  the  short-haul  service  which,  he  asserts,  costs 
the  railroads  more  than  it  returns. 

Mr.  Lane's  book  is  a  practical  presentation  of  the  principles 
of  truck  operating  costs,  operating  efficiency,  loading  and  un- 
loading devices,  trailers,  maintenance  and  other  factors  that 
determine  the  economical  operating  of  motor  trucks.  The  book 
is  free  from  intricate  diagrams,  charts  and  tables.  Photographs 
are  used  for  illustration.  The  author  does  not  attempt  to  discuss 
truck  design  and  manufacture.  He  accepts  the  motor  truck  as 
a  demonstrated  mechanical  device  and  considers  the  things  a 
knowledge  of  which  will  lead  to  intelligent  use  of  the  truck. 


CUMMINS  INVESTIGATION 

The  Traffic  World  Washington  Bureau 

Senators  Cummins,  LaFollette,  and  Poindexter,  of  the  Senate 
interstate  commerce  committee,  listened  November  25  to  Frank 
J  Warne,  consulting  economist  for  the  railroad  brotherhoods, 
give  his  views  as  to  what  is  wrong  with  the  reports  of  the  car- 
riers on  earnings.  The  witness  continued  to  read  the  statement 
he  began  before  the  committee  October  14. 

Discussing  maintenance  expenditures,  Mr.  Warne  said  that 
earnings  that  go  into  maintenance  expenditures  have  the  effect 
of  concealing  the  total  return  on  the  capital  investment. 

"If  these  expenditures  are  larger  in  one  year  than  in 
another,"  said  he,  "thus  causing  a  lower  operating  income,  a 
decrease  in  the  rate  of  return  is  shown  by  applying  the  income 
to  the  property  investment  when  the  real  facts  show  no  decrease 
in  return." 

Referring  to  the  effect  of  income  on  depreciation  charges, 
the  witness  said  that  under  the  system  of  depreciation  charges 
established  by  the  Commission  it  was  left  to  each  individual 
carrier  to  fix  its  own  rate  of  depreciation. 

"In  consequence,"  said  he,  "there  is  in  operation  today  on 
American  railroads  the  most  hodge-podge  charges  for  deprecia- 
tion of  which  it  would  be  possible  to  conceive." 

The  result,  he  declared,  is  that  the  accounts  of  the  carriers 
are  rendered  practically  worthless. 

Senator  Cummins  remarked  that  if  money  for  maintenance 
were  properly  spent,  then  the  railroads  had  to  get  it  from  some 
source  and  that  if  it  were  obtained  from  new  capital,  there  would 
be  a  charge  on  the  public  to  meet  the  cost  of  the  capital. 

Mr.  Warne  said  he  was  not  criticizing  the  use  of  income  on 
maintenance  but  rather  that  because  there  was  no  standard  of 
maintenance,  the  rate  of  return  on  railroad  property  in  one  year 
could  not  be  gauged  in  relation  to  previous  years  and  he  criti- 
cized the  railroads  for  making  such  a  comparison.  He  also 
said  the  separation  of  maintenance  expenditures  made  by  the 
railroads  in  the  early  part  of  the  Cummins'  investigation  was 
erroneous. 

Senator  LaFollette,  at  the  session  of  the  committee  Novem- 
ber 26 — the  "committee"  present  being  Chairman  Cummins  and 
the  senator  from  Wisconsin— read  a  letter  he  had  written  some 
time  ago  to  the  chairman  requesting  that  the  railroads  be  re- 
quired to  submit  detailed  information  as  to  salaries  paid  officers 
and  publicity  agents.  He  said  he  had  examined  the  record  care- 
fully and  had  not  found  the  information  requested  which  he  said 
was  important  because  of  the  propaganda  carried  on  by  the  rail- 
roads to  form  public  opinion.  The  chairman  said  the  matter 
had  been  referred  to  Mr.  Thorn,  general  counsel  of  the  Associa- 
tion of  Railway  Executives. 

Mr.  Warne  continued  reading  his  analysis  of  railroad  statis- 
tics. He  said  that  in  the  six  months'  guarantee  period  following 
federal  control,  "the  pressure  heretofore  exerted  on  operating 
officials  by  federal  control  and  prior  thereto  by  the  necessity 
private  management  was  under  to  regulate  expenditures  by 
revenues  was  almost  entirely  removed." 

"Operating  expenses,  and  in  particular  maintenance  and  pur- 
chases of  materials  and  supplies,  simply  ran  riot,"  he  said,  "with- 
out check  and  seemingly  with  the  purpose  as  many  have  charged, 
of  discrediting  for  the  future  any  form  of  government  control 
or  ownership  of  the  railroads  of  the  country.  In  face  of  the 
rising  tide  of  discussion  the  past  decade  and  more  as  to  the  ail- 
visibility,  from  the  point  of  view  of  the  public  welfare,  of  gov- 
ernment ownership,  I  am  one  of  those  who  believe  that  efforts 
were  put  forth  to  discredit  even  the  limited  form  of  government 
control  that  was  exercised  in  1918,  1919,  and  two  months  of  1920. 
And  I  further  believe  that  this  psychology  and  these  efforts  ex- 
plain in  large  part  the  unprecedented  situation  which  the  net 
revenues  of  the  railroads  disclose  in  1920. 

"The  very  first  month  federal  control  ended  but  the  guaran- 
tee continued,  total  maintenance  expenses  began  to  move  up- 
ward, increasing  each  month  and  culminating  in  the  striking 
jump  in  August  to  nearly  $320,000,000 — an  increase  from  $185,- 
000,000  and  amounting  to  $135,000,000,  or  73  per  cent.  This 
amount  drops  to  $229,000,000— a  decrease  of  39  per  cent — the 
very  first  month  the  government  guarantee  is  withdrawn  and 
private  operation  continues  without  the  guarantee.  By  the  end 
of  the  following  six  months  total  maintenance  expenditures  ara 
back  on  identically  the  same  basis  practically  as  at  the  beginning 
of  the  last  year  of  federal  control,  there  being  a  difference  of 
only  $5,875,00  between  total  maintenance  in  February,  1921,  and 
in  March,  1919,  notwithstanding  the  higher  wage  scale  award  of 
July,  1920,  continuing  in  effect." 

In  the  early  part  of  the  Cummins'  investigation  when  the 
railroads  were  presenting  testimony,  Senator  Cummins  directed 
attention  to  the  charges  of  railroad  labor  that  the  expenditures 
for  .maintenance  in  the  guarantee  period  were  extraordinary  and 
made  for  the  purpose  of  getting  a  larger  guarantee  from  the  gov- 
ernment than  they  otherwise  would  have  received.  He  pointed 
out  that  Congress  had  guarded  against  such  a  possibility  by  writ- 
ing the  following  into  the  guarantee  section: 

"There  shall  not  be  included  in  operating  expenses  for  main- 
tenance of  way  and  structures,  or  for  maintenance  of  equipment, 
more  than  an  amount  fixed  by  the  Commission.  In  fixing  such 
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.•minimi  the  Commission  shall  so  far  as  practicable  apply  the  rule 
i   forth  in  the  proviso  In  paragraph   (a)   of  section  5  of  the 
'standard  contract'   between   the    United    Statea    and    the    car- 
riers.    ..." 

The  paragraph  in  the  standard  contract  referred  to  is  that 
providing  that  the  maintenance  expenditures  during  the  test 
period  were  to  be  taken  as  the  basic  measure  of  such  expendi- 
tures in  the  period  of  federal  control. 

"The  conclusion  is  unavoidable,"  said  Mr.  Warne,  "that  im- 
mediately upon  the  return  of  the  railroads  to  their  owners,  but 
while  still  assured  of  the  government  guarantee  of  the  standard 
return  for  six  months  of  operation,  they  began  extraordinary  ex- 
penditures in  order  to  put  their  way  and  structures  and  their 
equipment  in  the  very  highest  state  of  efficiency  at  the  expense, 
if  possible,  of  the  United  States  Government." 

"Statistical  fallacies"  were  referred  to  by  Mr.  Warne  in  re- 
viewing "the  experience  of  the  four  brotherhoods  with  alleged 
wage  statistics  presented  by  the  railroads  before  federal  boards 
of  arbitration  in  wage  controversies  since  1910."  One  of  these 
he  claimed  to  be  the  inclusion  in  wage  statistics  presented  by 
railway  witnesses  of  salaries  paid  general  and  division  officers. 
In  1920,  he  said,  these  numbered  approximately  22,000  and  their 
total  annual  salaries  exceeded  $92,000,000  or  more  than  $39,000,- 
000  than  in  1916,  while  the  total  number  of  general  and  division 
officers  had  increased  in  those  flve  years  less  than  5,000.  He 
said  this  "very  large  increase  in  salaries  of  officials  had  been 
included  as  a  part  of  the  total  wage  increase  to  employes  in 
statistics  presented  before  the  committee  by  witnesses  for  tho 
railroads."  The  effect,  he  said,  was  to  show  an  increase  in  an- 
nual wages  paid  to  the  extent  of  $39,000,000  greater  than  had 
actually  been  paid. 

"In  no  economic  sense  are  these  high  salaries  a  part  of  tbu 
railway  wage-labor  problem,"  said  he,  adding  that  the  railroads 
had  included  them,  however,  in  their  "propaganda"  to  get  wages 
reduced.  He  said  these  "statistical  fallacies"  tended  to  mislead 
ihe  public  as  to  the  actual  "low  money  wage  being  paid  to  most 
railway  employes." 

Mr.  Warne  charged  that  the  representatives  of  the  railroads 
had  exaggerated  and  over-emphasized  "the  part  alleged  wage  in- 
creases have  played  in  their  effects  upon  operating  revenues." 

"An  increase  in  traffic,"  he  said,  "is  practically  always  ac- 
companied by  an  increase  in  the  total  amount  of  compensation 
paid  employes.  This  is  the  most  natural  thing  in  the  world  to 
expect,  because  increasing  business  requires  a  larger  number  of 
employes  to  handle  it  expeditiously. 

"During  1920  the  railroads  of  the  country  handled  a  greater 
volume  of  traffic  than  in  any  preceding  year  of  their  history. 
New  high  records  for  handling  and  moving  freight  were  in  con- 
sequence established.  In  1916,  the  best  operating  year  in  the 
history  of  the  railroads  to  that  time,  the  roads  had  broken  all 
previous  records  as  to  volume  of  freight  handled.  This  high 
record  was  shattered  in  1917,  the  year  preceding  federal  control. 
The  1917  record  was  in  turn  beaten  in  1918.  Somewhat  the  same 
record  is  shown  as  to  increased  passenger  traffic  during  this 
period,  the  normal  amount  of  travel  being  augmented  in  1917, 
1918,  and  1919  by  heavy  movements  of  troops  to  and  from  can- 
tonments and  to  and  from  interior  points  and  Atlantic  seaports. 
These  huge  increases  in  volume  of  traffic  were  responsible  to  a 
greater  degree  for  increases  in  total  compensation  than  were  any 
actual  increases  in  wages. 

"This  condition  was  a  direct  consequence  of  increasing 
density  of  traffic  necessitating  the  purchase  by  the  railroads  of 
a  very  large  additional  quantity  of  labor;  in  other  words,  the 
employment  of  a  larger  number  of  men  to  handle  the  increased 
business.  This  increased  traffic  could  not  have  been  taken  care 
of  without  the  expenditure  of  a  larger  sum  of  money  in  com- 
pensation, not  as  increasing  wages  but  as  wages  to  an  increased 
number  of  men. 

"Such  a  condition  is  one  that  any  industry  heartily  welcomes 
at  any  time.  While  the  wages  paid  the  additional  employes  go 
to  increase  total  compensation,  which  latter  increases  total 
operating  expenses,  at  the  same  time  the  resulting  increase  in 
operating  revenues  is  so  much  greater  as  to  give  a  clear  gain 
in  revenue  of  operation.  In  consequence,  the  increases  in  total 
compensation  because  of  the  employment  of  larger  numbers  of 
workers  should  not  have  been  confused  in  the  public  mind  with 
increases  in  wages,  as  has  been  done  by  witnesses  and  propa- 
gandists for  the  railroads." 

Referring  to  testimony  given  before  the  committee  previously 
by  Julius  Kruttschnitt,  chairman  of  the  Southern  Pacific,  relating 
to  wage  increases,  Mr.  Warne  said: 

"Of  the  annual  increases  in  wages  since  1916  to  which  Mr. 
Kruttschnitt  calls  attention,  it  is  found  that  appreciable  propor- 
tions each  year  represent  not  increases  in  wages  at  all  but  the 
employment  of  larger  numbers  of  men  to  handle  the  increases 
in  traffic.  Failure  to  take  into  consideration  these  increases  in 
Ihe  number  of  employes  on  the  railroads  has  exactly  the  sam* 
fallacious  effect  as  would  result  from  attributing  to  wage  in- 
creases the  difference  between  $1,000,000  paid  one  year  to  1,000 
employes  of  any  factory  or  industry  and  $2,000,000  paid  the  fol- 
lowing year  to  2,000  workers.  While  there  is  an  increase  in 
such  an  instance  of  $1,000,000  in  the  amount  paid  to  labor  there 
has  been  no  increase  in  wages.  This  is  so  plain  as  not  to  require 


attention  being  called  to  it  were  it  not  that  most  of  the  railway 
representatives  appearing  before  this  committee  as  witnesses  on 
the  subject  have  not  only  ignored  this  vital  fact  but  have  ap- 
parently aimed  to  conceal  it.  At  least  they  have  In  no  case  given 
to  it  the  emphasis  it  deserves." 

After  President  Robinson  of  the  American  Short  Line  Rail- 
road Association  had  completed  his  statement  November  28, 
the  Senate  interstate  commerce  committee  resumed  the  Cum- 
mins investigation  with  Mr.  Warne  as  the  witness. 

Continuing  his  analysis  of  wage  statistics,  Mr.  Warne  charged 
that  the  railroads,  in  presenting  their  cane  to  the  committee, 
had  inflated  their  wage  Increase  in  1920  by  more  than  $1,250,- 
000,000,  or  nearly  34  per  cent  of  the  total  compensation.  This 
inflation,  he  contended,  was  accomplished  by  the  inclusion  of 
the  following  items: 

1.  Annual   salaries   of   general   and   division   officers   exceeding    In 
amount  $92.000,000  in  1!I20,  and  representing  an  Increase  of  more  than 
$39,000,000  over  llilli. 

2.  Compensation  to  employes  engaged  in  new  construction  work, 
which    properly    should    be    charged    to    capital    account    and    not    to 
operating  expenses,  and  which  in  1920  is  estimated  at  $370,000,000. 

3.  Compensation   to  employes  of  affiliated   and  owned   companies 
other  than  transportation. 

4.  Additional    compensation    accompanying    the     employment    of 
larger   numbers   of   employes   In   consequence   of   increases   In   volume 
of  traffic.     In  1920  over  1915  the  number  of  employes  Increased  more 
than  694,000,  representing  an  increase  in  total  compensation  in  excess 
of  $550,000,000,  not  a  penny  of  which  was  increases  in  wages. 

5.  Total    overtime    payments    and    increases    in    overtime    which 
economically  are  not  wage  increases,  but  represent  the  purchase  at  a 
higher   rate   of  more    man    hours,    somewhat    similar   to   their   effects 
upon   total   compensation   as   is   the   employment   of  a   larger   number 
of  workers.     In  1920  there  was  an  extraordinary  amount  of  overtime, 
representing  as  much  as  $275,000.000  of  total  compensation. 

6.  Total  compensation  of  $32,000.000  paid  by   98   railroads,   repre- 
senting mileage  in  excess  of  6,500  miles,  which  became  Class  1  roads 
in  1920  through  their  increased  operating  revenues  exceeding  $1,000  - 
000,   are  included  in   the   railroad  witnesses'   figures  for  1920   and   not 
for  earlier  years. 

7.  Compensation   to  employes  of  "merged"   or  consolidated  roads 
in  1920  which  was  not  included  in  previous  years. 

8.  Increased  compensation  resulting  from  the  employment  in  the 
later  years  of  increased  tragic  of  larger  numbers  of  the  more  skilled 
employes  in  relation  to  lower  paid  unskilled  workers. 

9.  Retroactive  wage  awards  included  in  1920  operating  expenses, 
which  more  correctly  are  charges  against  the  expenses  of  preceding 
years. 

10.  Compensation  to  employes  of  the  United  States  Railroad  Ad- 
ministration who  returned  in  1920  to  their  former  positions  with  the 

.  railway  corporations. 

11.  Total  wages  in   1920  to  employes   in  traffic,   publicity,   adver- 
tising, legal  and  industrial  departments  whose  activities  were  discon- 
tinued during  federal  control. 

Mr.  Warne  said  that  notwithstanding  the  increase  in  wages 
made  by  the  Labor  Board  in  1920,  the  increase  in  gross  revenues 
following  the  award  was  so  much  greater  in  amount  than  the 
total  of  the  wage  increase  that  the  railroads  of  the  country 
had  an  average  of  $50,000,000  a  month  more  after  the  award 
than  before  it  was  made.  He  declared  further  that  the  revenues 
of  the  railroads  "over  a  period  of  years,  averaging  the  so-called 
lean  years  with  the  good  years,  are  amply  sufficient  to  pay 
the  standard  of  wages  prevailing  prior  to  the  1921  reduction  by 
the  United  States  Railroad  Labor  Board,  to  meet  all  other 
legitimate  expenses  of  operation,  and  at  the  same  time  to  have 
a  net  income  sufficient  to  pay  a  handsome  return  upon  all  the 
capital  that  is  actually  invested  in  the  transportation  industry." 

An  analysis  of  the  effect  of  purchases  of  materials  and  sup- 
plies by  the  railroads  upon  their  operating  revenues  was  sub- 
mitted to  the  committee  November  29  by  Mr.  Warne.  Senators 
LaFollette  and  Poindexter  were  present. 

"In  1920,  comprising  two  months  of  federal  control  and  six 
months  of  private  operation  under  the  government  guarantee," 
Warne  said,  "the  fuel  bill  alone  of  the  Class  I  railways,  exclusive 
of  switching  and  terminal  companies,  was  $672,891,964.  They 
charged  to  their  operating  expenses  $145,252,339  for  retirements 
and  depreciation  and  $1,063,769,900  for  materials,  supplies  and 
miscellaneous.  If  it  is  assumed  that  one-half  of  their  capital 
expenditures  were  made  for  materials,  then  on  the  basis  of  the 
total  capital  expenditures  in  1920  the  outlay  for  materials  charge- 
able to  capital  account  was  over  $285,000,000.  This  makes  a 
total  for  the  Class  I  railways,  exclusive  of  switching  and  ter- 
minal companies,  of  approximately  $2,167,000,000,  which  was 
spent  in  1920  for  fuel,  materials  and  supplies. 

"No  claim  is  made  for  these  figures  that  they  are  exactly 
accurate.  They  undoubtedly  are  smaller  than  the  total  amounts 
spent  by  all  the  railways  of  the  United  States  for  fuel,  mate- 
rials and  supplies,  because  they  include  nothing  for  the  expen- 
ditures of  the  Class  II  and  III  railways  or  of  the  switching  and 
terminal  companies,  which  operate  almost  20,000  miles  of  line. 
In  view  of  the  fact  that  the  figures  for  1920  are  more  than  twice 
as  largS  as  those  for  1916,  it  is  hardly  necessary  to  dwell  upon 
the  extent  to  which  these  increases  in  prices  have  affected  the 
operating  expenses  of  the  railroads. 

"Steel  rails  laid  in  1920  amounted  to  2,670,529  tons,  as  in- 
crease of  623,954  tons  over  1917,  the  last  year  prior  to  federal 
control.  Total  charges  on  account  of  the  rails  applied,  exclusive 
of  the  labor  cost  in  applying  the  rails,  was  $58,488,220  in  1917 
and  $101,412,308  in  1920,  or  an  increase  in  cost  of  $42.924,088. 
These  figures  are  from  reports  of  the  Interstate  Commerce  Com- 
mission." 

The  witness  then  took  up  the  annual  reports  of  the  United 
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States  Steel  Corporation  and  the  financial  condition  of  a  number 
of  other  supply  companies  to  support  his  allegation  that  their 
"most  affluent  condition  resulting  from  huge  earnings"  was  the 
result  of  "swollen  and  unconscionable  prices  charged  the  rail- 
roads." 

The  question  of  interlocking  directorates  of  railroad  com- 
panies and  supply  companies  was  gone  into  in  a  detailed  way  by 
Mr.  Warne.  He  read  into  the  record  hundreds  of  names  of  rail- 
road officials,  who,  he  said,  were  pecuniarily  interested  in  railway 
supply  companies  as  directors  or  stockholders  or  bondholders 
at  the  time  the  Interstate  Commerce  Commission  made  an  in- 
vestigation of  those  relations  several  years  ago. 

"It  is  not  intended  to  give  the  impression,"  said  Mr.  Warne, 
"that  this  relation  between  railway  officials  and  supply  houses 
from  which  purchases  are  made,  as  illustrated  in  the  cases  of 
the  officials  above  mentioned,  is  in  every  instance  to  be  con- 
demned. I  am  not  now  expressing  my  opinion  or  passing  judg- 
ment. No  doubt  there  are  many  instances — just  what  propor- 
tion of  the  total  the  available  information  will  not  permit  of 
determination — but  without  a  question  of  doubt  many  of  these 
relations  are  perfectly  proper  as  representing  the  legitimate  re- 
lation of  investors  who  purchased  their  securities,  whether  bonds 
or  stocks,  or  both,  and  paid  their  money  for  them.  But  it  is 
equally  beyond  successful  contradiction  by  anyone  iu  possession 
of  the  facts  that  the  relation  established  in  a  great  many  cases 
is  injurious  alike  to  the  railroad  company  and  the  public  in  its 
effects  upon  increasing  expenses  unduly  and  improperly,  and 
thus  decreasing  the  amount  of  revenues  that  should  go  into 
income  in  determining  the  rate  of  return  on  capital. 

"It  should  not  need  the  authority  of  a  statute  to  establish 
the  commonplace  principle  of  right  conduct  that  the  plain  duty 
of  a  railway  official  forbids  him  to  gain  a  personal  profit  at  the. 
expense  of  the  railroad  company  through  contracts  with  or  sales 
to  it  by  supply  companies.  Such  profit  is  gained  through  par- 
ticipation in  interest  payments  on  bonds  or  dividends  on  stocks 
of  supply  companies  to  which  the  railway  lets  its  contract  at 
high  prices,  just  as  much  as  if  an  out  and  out  bribe  were  given 
the  railway  officials.  With  this  ethical  aspect  of  the  situation,  as 
well  as  with  resulting  discriminations,  concessions,  and  like 
favortism,  I  am  not  here  concerned.  My  particular  object  is  to 
call  attention  to  the  fact  that  through  such  practices  the  ex- 
penses of  the  railroads  are  increased,  the  net  revenues  decreased, . 
a  smaller  amount  is  necessarily  left  for  operating  income,  and 
the  rate  of  return  is  likewise  reduced. 

"It  is  common  knowledge  among  those  familiar  with  the 
facts  that  railway  supply  companies  in  which  railroad  officials 
are  pecuniarily  interested  have  been  and  are  fattening  off  the 
purchases  from  them  by  the  railroads.  Attention  has  been  di- 
rected towards  the  exorbitant  earnings  and  huge  surplus  of  the 
United  States  Steel  Corporation  in  which  railroad  officials  are 
interested  as  directors,  bondholders,  and  stockholders.  But  the 
steel  corporation  is  not  the  only  supply  concern  that  is  'milking' 
the  railroads  while  the  public  stands  by  patiently  feeding  the 
transportation  company  with  higher  and  ever  higher  freight  and 
passenger  rates.  A  congressional  investigation  or  an  investiga- 
tion by  the  Interstate  Commerce  Commission  will  undoubtedly 
disclose  the  significant  fact  that  in  recent  years  all  the  railway 
supply  companies,  and  they  number  into  thousands,  have  re- 
ported huge  surplus  earnings  to  be  added  to  their  already  ac- 
cumulated surplus  secured  through  high  prices  to  the  railroads 
for  the  supplies  so  purchased. 

Efforts  of  the  railroads  to  have  legalized  what  he  called 
their  "fraudulent  property  investment  accounts"  were  dwelt 
on  by  Mr.  Warne  before  Senators  Cummins  and  La  Follette 
November  30.  He  declared  the  original  Warfield  rate-making 
plan  as  submitted  to  the  committee  was  full  of  "jokers"  to 
accomplish  that  end. 

The  witness  attacked  the  railroads  with  regard  to  "rebates, 
discriminations  and  concessions,"  saying  that  since  1912  as 
many  as  70  different  railroad  corporations  had  been  fined  in 
126  separate  cases  a  total  of  more  than  $1,000,000. 

"Of  course,  the  70  different  railroad  companies,"  he  said, 
"are  by  no  means  all  the  roads  that  have  been  involved  in 
charges  of  granting  rebates,  concessions  and  discriminations 
during  the  period.  They  represent  only  the  roads  that  were 
found  guilty  and  fined.  Rebates,  concessions  and  discrimina- 
tions are  not  confined  to  any  particular  group  of  railroads  or 
to  any  particular  section  of  the  country.  The  practices  are 
general  among  the  roads  in  all  sections.  Violations  of  the  law 
prohibiting  the  granting  or  receiving  of  rebates,  concessions  and 
discriminations  are  serious  enough  to  be  considered  as  a  factor 
in  depleting  the  revenues  of  the  railroads  of  the  United  States. 

"Important  as  are  these  items  of  unnecessary  expense,  they 
are  relatively  insignificant  when  compared  to  the  huge  total 
sum  lost  in  revenues  to  the  railroads  as  measured  by  the 
amounts  received  from  the  reduced  rates  alongside  the  total 
revenues  that  would  have  been  received  if  the  full  tariff  rates 
had  been  enforced.  This  additional  revenue,  as  well  as  a  con- 
servation of  these  expenses,  would  have  gone  to  increase  the 
total  amount  of  the  income  account  when  related  to  the  prop- 
erty investment  to  determine  the  rate  of  return  on  the  capital 
devoted  to  transportation.  In  other  words,  if  these  sources  of 


depletion  of  railway  revenues  were  dried  up  by  a  cessation  of 
the  multifarious  practices  and  methods  through  which  favoritism 
is  shown  certain  shippers  there  would  be  more  revenue  in  the 
income  account  of  the  companies  with  which  to  increase  the 
rate  of  return  on  the  capital  invested. 

"Somewhat  similar  to  the  granting  of  rebates,  concessions, 
discriminations,  and  like  favoritism  to  particular  shippers  or 
groups  of  shippers  in  its  effect  upon  the  income  account,  is 
that  equally  common  and  widespread  practice  of  present-day 
railway  management  of  granting  free  transportation  and  the  free 
use  of  private  cars  to  passengers  and  representatives  of  favored 
shippers.  Many  have  been  led  to  believe  that  the  so-called  free 
pass  evil  had  been  reduced  to  the  minimum  in  recent  years,  but 
the  better  informed  Interstate  Commerce  Commission  states 
emphatically  in  its  decision  in  the  five  per  cent  case  that  this 
'is  still  a  heavy  burden  upon  the  railway  passenger  service' 
and  it  recommends  that  the  practice  'be  still  further  restricted 
by  the  carriers.' 

"Illustrative  of  another  source  of  economic  waste  in  railway 
freight  service,  closely  identified  with  the  granting  of  rebates 
and  discriminations,  are  present  practices  of  the  roads  which  re- 
sult in  losses  and  damages  to  goods  transported.  They  also  have 
the  effect  of  depleting  or  deflating  the  operating  income. 

"It  is  an  astonishing  statement  but  none  the  less  a  true  one 
that  in  the  single  calendar  year  1920  the  large  sum  of  more  than 
$122,000,000  was  paid  by  the  railroads  of  the  United  States  in  the 
adjustment  of  losses  and  damages  to  freight  transported  by  these 
carriers. 

"This  statement  indicates  that  in  this  direction  there  is  a 
wide  and  undeveloped  field  for  the  exercise  of  greater  care  and 
efficiency  on  the  part  of  the  railroads  of  the  country,  which,  if 
practiced,  would  retain  in  the  treasuries  of  these  transportation 
companies  many  millions  of  dollars.  The  investigation  upon 
which  these  statements  are  based  comprises  175  reporting  car- 
riers operating  approximately  232,000  miles  of  road  and  repre- 
senting more  than  90  per  cent  of  the  total  mileage  operated  in 
the  entire  country.  The  investigation  is  confined  to  steam  rail- 
way carriers  having  annual  revenues  exceeding  one  million  dol- 
lars. These  exceptions  indicate  that  if  all  the  mileage  of  all  the 
companies — including  the  remaining  10  per  cent — had  also  been 
reported  upon  the  amount  of  losses  and  damages  suffered  by 
goods  in  freight  transportation  and  for  which  the  railway  com- 
panies had  to  make  restitution  to  shippers  would  have  been  even 
larger  than  the  $122,000,000.  These  statements  are  based  upon 
a  report  of  the  Interstate  Commerce  Commission  which  has  not 
received  as  much  attention  as  its  great  importance  to  the  public 
deserves. 

"Just  how  far  spurious  or  false  claims  of  losses  and  dam- 
ages paid  by  the  railroads  to  certain  shippers,  and  amounting 
in  effect  to  a  rebate,  enter  into  the  question  is,  of  course,  not 
known.  But  that  this  avenue  of  concealing  rebates  has  been 
made  use  of  by  the  railroads  is  common  knowledge.  'The  de- 
vice of  giving  to  a  particular  shipper  an  advantage  through  the 
payment  of  an  excessive  claim  or  a  claim  without  merit,  may 
be  used  by  a  carrier  more  successfully  and  with  less  danger  of 
detection  than  by  a  departure  or  concession  from  the  published 
rates,'  says  no  less  an  authority  than  the  Interstate  Commerce 
Commission.  'As  one  after  another  of  the  other  avenues  for  dis- 
crimination or  fraud  are  closed,  as  the  result  of  the  more  inti- 
mate supervision  by  the  Commission  of  the  practices  of  car- 
riers in  recent  years,  it  is  natural  that  those  among  shippers 
and  carriers  who  are  still  willing  to  evade  the  terms  and  spirit 
of  the  law  will  not  overlook  a  channel  that  appears  still  to  be  open 
for  such  abuses.  Even  where  there  is  no  affirmative  and  delib- 
erate intent  to  evade  the  law,  the  same  wrongs  may  result 
through  the  failure  and  neglect  of  a  carrier  to  make  proper  in- 
vestigation before  paying  such  a  claim.  The  importance  of  the 
matter  in  its  effect  upon  the  basis  of  rates  which  the  transpor- 
tation of  the  country  should  bear  is  so  obvious  that  it  need  not 
be  further  emphasized  here.' 

"Claims  for  loss  and  damage  present  opportunities  for  dis- 
crimination, the  adjustment  of  many  such  claims  being  largely  a 
matter  of  judgment  which  is  frequently  influenced  by  the  volume 
of  traffic  controlled  by  particular  claimants.  A  concession  or  an 
advantage  created  through  the  medium  of  a  claim  for  loss  and 
damage  is,  moreover,  more  difficult  to  detect  and  to  establish 
than  a  direct  concession  from  the  lawfully  published  rate. 

"Examination  of  the  accounts  of  carriers  disclose  many 
cases  which  justify  the  belief  that  certain  claims  of  this  char- 
acter are  paid  not  because  the  carriers  feel  that  the  claims  are 
valid,  but  because  claimants  threaten  to  divert  traffic  unless 
claims  are  paid,  and  because  other  carriers  allow  similar  claims. 
Loss  and  damage  to  freight  represents  an  economic  waste,  and 
the  payments  therefor  increase  the  cost  of  transportation." 

William  G.  McAdoo  and  Walker  D.  Hines  will  be  called  to 
testify  before  the  Senate  interstate  commerce  committee  at 
some  time  before  the  Cummins  inquiry  into  the  general  railroad 
situation  is  concluded.  The  exact  dates  for  their  appearance 
as  witnesses  has  not  been  fixed,  but  Senator  Cummins  said 
they  would  be  called.  Senator  LaFollette,  it  is  understood,  de- 
sired the  former  directors-general  to  be  heard.  He  criticized 
the  committee  because  it  did  not  call  them  in  when  the  railroad 
funding  bill  was  being  considered. 
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The  Commission,  late  November  2!l,  amended  Us  order  of 
November  23  instituting  the  general  Investigation,  formal  docket 
No.  13293,  by  adding  to  the  first  paragraph  thereof:  "And  also 
to  determine  what  will  constitute  a  fair  return  from  and  after 
March  1,  1922,  under  section  15-a  (3)  of  the  interstate  commerce 
act."  That  amendment  to  the  order  brought  the  order  itself  to 
a  partial  agreement  with  the  program  for  hearings,  to  be  begun 
December  14,  which  was  announced  November  29.  Until  that 
amendment  was  made  the  only  question  with  regard  to  the  rate 
ol  reiuin  after  March  1  was  contained  in  the  program.  In  the 
program  the  thirteenth  question  to  be  answered  by  those  par- 
ticipating in  the  hearing  is:  "What  should  be  the  rate  of  return 
alter  March  1,  1922"? 

Until  the  order  of  November  23  was  amended,  the  railroads 
did  not  know  that  that  phase  of  their  financial  condition  was  to 
be  made  a  part  of  the  general  investigation.  They  could  infer 
that  it  was  to  be  by  the  fact  that  the  thirteenth  question  to  be 
answered  by  them  and  by  the  shippers  pertains  to  the  rate 
which  is  to  be  prescribed  by  the  Commission  as  the  mark  which 
it  will  try  to  attain  when  it  initiates,  establishes,  adjusts  and 
modifies  rates  so  as  to  give  the  railroads  what,  in  its  estimation, 
will  be  a  fair  rate  of  return  on  the  value  of  the  property  devoted 
to  transportation  service. 

A  complete  program  for  the  Commission's  general  rate  in- 
vestigation, formal  docket  No.  13293,  calling  for  weeks  of  testi- 
mony was  formulated  at  a  conference  November  28  and  issued 
the  next  day.  In  it  the  railroads  are  treated  as  respondents  or 
defendants  and  shippers  as  complainants.  The  program,  as  an- 
nounced by  the  Commission,  follows: 

NO.  13293— IN  THE  MATTER  OF  RATES.  FAKES  AND  CHARGES 
OF  CARRIERS  BY  RAILROAD  SUBJECT  TO  THE  INTER- 
STATE COMMERCE  ACT. 

The  above  entitled  proceeding  is  assigned  for  hearing  at  the  office 
of  the  Interstate  Commerce  Commission,  on  December  14,  1921,  at 
10  o'clock  in  the  forenoon. 

The  purpose  of  thUJiearing.  is  to  elicjt  facts.  Therefore  the  sub- 
missioirorevTdence  is  not  To  "Be  preceded  Tjy  ~5n  argument  or  debate 
on  questions  of  law  or  of  policy,  Of  course,  at  the  close  of  the  hearing, 
opportunity  will  be  afforded  for  argument,  at  which  time  questions 
of  law  as  applied  to  the  facts  of  record  may  be  discussed. 

During  the  period,  December  14  to  21,  inclusive,  it  is  expected 
that  the  respondents  will  put  in  their  case.  Hearing  will  be  resumed 
January  9,  and  past  experience  has  shown  that  full  development  of  the 
facts  will  be  facilitated  if  cross  examination  of  respondents'  witnesses 
is  deferred  until  then.  Before  the  close  of  the  hearing  on  December 
"1  a  schedule  for  the  hearing  on  and  after  January  9.  1922,  will  be 
announced.  This  will  be  arranged  according  to  commodities,  etc. 
Interested  parties  should  advise  the  secretary  of  the  amount  of  tune 
ill -si  red  to  present  their  case. 

The  hearing  will  be  continued  until  adequate  opportunity  has  been 
afforded  for  the  presentation  of  such  matters  as  in  the  opinion  of  the 
Commission  may  aid  it  in  determining  the  questions  before  it.  but 
everv  effort  will  be  made  to  expedite  the  proceeding  and  to  confine 
the  "evidence  within  reasonable  time  limits.  Relationships  between 
particular  points  under  existing  rates  are  not  in  issue. 

It  is  suggested  that  the  matters  to  be  presented  should  include 
the  following: 


able?    If  not,  to  what  extent  are  they  unreasonable?    This,  of  course, 
includes  passenger  traffic. 

2.  To  what  extent  are  the  respondents  realizing  return  contem- 
plated by  section  loa  and  what  are  the  prospects  for  the  future?  This 
should  be  shown  by  individual  lines,  by  territorial  rate  groups,  and  by 
classification  territories. 

3  To   what    extent   have   operating   expenses   been   reduced    since 
August  31.   1920:     (a)   by  furlough  or  discharge   of  employes?    (b)    by 
reduction    in   wages?    (c)    by   changes   in   working   conditions?     Same 
questions  as  to  operating  expenses  since  June  30.  1921.     State  as  in  2. 
What    part,    if    any.    of    this    decrease    has    not    been    included    in    the 
monthly  reports  of  operating  expenses  made  to  the  Commission  since 
June  30,  1921? 

4  (a)  How  do  fuel  contracts  and  costs  now  current  compare  with 
those  in  effect  on  August  31,  1920  (give  the  figures)?    When  do  such 
contracts  expire?     To  what  extent  are  contract  prices  conditioned  on 
wage  scales?    \V~hat  part  of  the  cost  of  fuel  is  for  transportation?    (b) 
The    same    questions    as    to    locomotives,    cars,    rails,    ties   and.  other 
materials  and  supplies. 

5.  To  what  extent  have  rates  been  (a)  further  increased  and  (10  re- 
iluccd  since  general  increase  of  1920?  This  should  be  shown  by  indi- 
vidual lines,  by  territorial  rate  groups  and  by  classification  territories. 

6  (a)  What  increase  in  gross  and  net  operating  revenues,  abso- 
lutely and  on  a  percentage  basis,  resulted  from  the  increases  author- 
ized "in  Ex  Parte  74?  (b)  What  decrease  in  gross  and  net  operating 
revenues  (1)  has  resulted  and  (2)  may  be  expected  to  result  from 
leiiured  rates  which  have  become  effective  since  August  25,  1920? 
Slate  separately,  (c)  What  changes  have  there  been  in  the  volume 
of  traffic  since 'August  31,  1920,  and  what  are  the  prospects  for  the 
future?  What  has  been  the  effect  of  rate  changes  upon  the  volume  of 
traffic  since  that  date? 

7.  What   readjustments,    if   any.    following   Increased    Rates,    1920, 
have  not  been  but  should  be  effected?     The  Commission   there  said: 
"It  is  impracticable  at  this  time  to  adjust  all  of  the  rates  on  individ- 
ual commodities.     The  rates  to  be  established  on  the  basis  hereinbe- 
fore approved  must  necessarily  be  subject   to  such   readjustments  as 
tlie  facts  may  warrant.     It  is  conceded  by  the  carriers  that  readjust- 
ments will  be  necessary.     It  is  expected  that  the   shippers  will   take 
these    matters   up    in    the    first    instance   with    the    carriers,    and    the 
!  itter  will  be  expected  to  deal   promptly  and  effectively  therewith   to 
the    end    that    necessary    readjustments    may    be    made    in    as    many- 
instances  as  practicable  without  appeal  to  us."     These  matters  should 
he   gone   into  thoroughly. 

8.  To  what  extent,  if  any,  has  maintenance  of  road  and  equipment 
hefi)   curtailed   since   August  31,   1920?     What   is  the  present   condition 
of  road  and  equipment? 

0.  What   amounts  have  been   expended   since   August  31,   1920.   for 


.•iilditlons  and  betterment  x.  including  equipment,  which,  under  th«> 
prescribed  accounting  system,  arc  oharieabU  lo  capital  account? 
What  amounts  are  m  •  <!•  <l  or  will  )><•  needed  In  the  immediate  future 
for  such  expenditures,  In  the  public  Interest,  based  (a)  on  present 
volume  of  traffic,  anil  (In  on  volume  of  traffic  under  normal  conditions? 

10.  What   are   the  relative  degrees  of  profitableness  of  the  freight 
and  passenger  services,  respectively? 

11.  To   what    extent    can    net    Income    be    Increased    by    enhanced 
economy  and  efficiency  In  management? 

12.  If  rates  are  found  to  be  unreasonable  In  the  aggregate  In  the 
country   as   a  whole,   or   In   one   or   more   territorial    rate   groups,    (a) 
should    a   general    reduction    In   all   rates   be    required,    or    (b)    should 
readjustment    be   required    In    the   rates   on    specified    commodities   or 
descriptions   of   traffic?     If   rates   are   found    to   be   reasonable   In    the 
aggregate.    Imt    unreasonable    on    specified    commodities,    or    descrip- 
tions of  trail!*-,  what  readjustment  should  be  required? 

13.  What  should  be  the  rate  of  return  after  March  1,  1922? 

•For  brevity,  the  term  "rates"  Is  used  throughout  as  Including 
fares  and  other  transportation  charges. 

tReferences  hereinafter  to  territorial  rates  groups  are  to  those 
defined  in  Ex  Parte  74. 

By  name,  none  of  the  things  in  which  shippers  are  presently 
interested  are  included.  There  is  no  mention  of  the  proposed 
ten  per  cent  reduction  on  all  agricultural  products,  of  the  west- 
ern grain  rate  case,  or  the  application  of  the  railroads  for  Its 
reopening  so  that  the  ten  per  cent  reduction  may  be  substituted 
therefor;  nor  any  hint  or  suggestion  as  to  what,  if  anything,  Is 
to  be  done  with  the  ten  per  cent  reduction  proposal,  the  western 
grain  rate  case,  or  the  southern  hardwood  lumber  case,  while 
the  inquiry  is  going  on. 

As  far  as  the  language  of  the  program  is  concerned,  there  is 
no  more  connection  between  this  inquiry  and  the  other  cases  and 
matters  mentioned  than  there  is  between  it  and  the  $10  a  day 
penalty  charge  on  transit  lumber.  There  is  nothing  in  the  order 
instituting  the  investigation  nor  in  the  program  to  indicate  that 
the  inquiry  is  the  outcome  of  anything  that  has  been  done  or 
that  has  been  suggested,  either  by  carriers  or  by  shippers.  So 
far  as  terms  indicate  anything,  the  initiation  of  the  inquiry  was 
wholly  the  product  of  the  inner  consciousness  of  commissioners. 

The  order  instituting  the  investigation  and  the  program,  ap- 
parently, are  as  separate  as  two  things  done  by  the  Commission 
could  be.  That  was  one  of  the  first  things  that  struck  attorneys 
for  carriers  and  shipper.  The  pertinent  language  of  the  order  is: 
"To  determine  whether  and  to  what  extent,  if  any,  further  gen- 
eral reductions  in  rates,  fares  and  charges  *  *  *  can  lawfully 
be  required  by  order  or  orders  of  the  Commission  under  section 
1,  or  other  provisions  of  the  interstate  commerce  act,  upon  any 
commodities  or  descriptions  of  traffic." 

Not  one  of  the  thirteen  questions  set  forth  in  the  program 
pertains  to  the  fundamental  question  contained  in  the  order 
instituting  the  case — namely,  what  power,  if  any,  the  Commission 
has  to  order  "further"  general  reductions  in  rates. 

As  put  forth  in  the  order,  the  question  about  power  to  order 
"further"  general  reductions  was  conceived  to  be  one  calling 
for  arguments  on  the  law  almost  exclusively.  Attorneys  for 
shippers  assumed  that  the  order  called  for  argument  on  the  law, 
almost  exclusively,  with  only  facts  of  which  the  Commission  could 
take  judicial  notice  involved  in  the  matter.  The  chief  facts,  if 
not  the  only  ones,  they  thought  could  be  brought  into  the  argu- 
ment are  that  in  the  eastern  group  the  railroads,  in  the  year 
following  Ex  Parte  No.  74,  earned  only  so  much,  that  their  return 
in  the  West  was  only  so  much  and  that  in  the  South  they  had  a 
smaller  return  than  in  either  of  the  other  groups. 

Instead,  however,  the  program  calls  for  hearings,  which,  even 
if  the  shippers  forego  cross  examination  of  witnesses  for  the 
carriers  and  the  direct  examination  of  their  own  witnesses 
takes  less  time  than  has  been  allotted  to  the  carriers,  cannot 
be  completed  in  a  month  from  the  time  they  are  due  to  be  begun. 

While,  by  name,  the  western  grain,  the  proposed  ten  per 
cent  reduction  and  the  southern  hardwood  lumber  cases  are  not 
involved  in  the  case,  it  is  felt  that  unofficially  they  are  all  in 
it.  At  the  time  the  Commission  issued  the  program,  the  south- 
ern hardwood  case  had  not  been  decided.  It  was  known,  how- 
ever, that  the  actual  consideration  and  disposition  thereof  were 
imminent.  A  further  impression  about  it  was  that  the  Commis- 
sion would  undertake  to  give  relief  in  that  case — perhaps  not 
as  much  as  the  complaining  association  requested,  but  some, 
nevertheless.  The  association  asked  for  the  elimination  of  the 
entire  Ex  Parte  No.  74  advance  because  southern  hardwood  had 
been  unusually  hard  hit  by  the  percentage  increase. 

Technically,  the  Commission  issued  its  order  before  it  knew 

Technically,  the  Commission  issued  its  order  without  knowing 
they  desired  to  substitute  the  ten  per  cent  reduction  on  all  agricul- 
tural products.  However,  the  commissioners  all  knew  exactly 
what  the  carriers  desired.  As  a  matter  of  fact,  the  railroad 
executives,  in  their  meeting  with  the  commissioners  November 
12,  laid  before  them  the  details  of  the  plan  they  adopted  at  their 
meeting  in  New  York  four  days  later. 

It  is  a  moral  certainty  that  the  carriers  knew  that  an  order 
would  be  issued  in  the  western  grain  case.  They  did  not,  how- 
ever, regard  that  as  notice  that  the  commissioners  were  not 
sympathetically  inclined  toward  their  plan  for  substituting  a 
nation-wide  reduction  of  ten  per  cent  on  the  whole  agricultural 
list.  The  breadth  of  the  program  did  not  suggest  to  attorneys 
for  the  railroads  that  the  Commission  had  done  anything  that 
would  interfere  with  their  plan,  all  set  forth  in  their  application 
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for  reconsideration  of  the  western  grain  case,  to  have  the  Com- 
mission conduct  a  general  inquiry  and  to  make  the  substitution 
for  which  they  have  asked. 

Assuming  that  their  confidence  as  to  their  ability  to  per- 
suade the  Commission  to  adopt  their  plan  is  well  founded,  the 
institution  of  the  general  inquiry  may  result  in  holding  up  the 
western  grain  case,  the  southern  hardwood  lumber  case  and  the 
substitute  suggested  for  the  western  grain  case.  Such  a  holding 
up,  however,  will  be  resisted,  if  the  Commission  is  thinking  of 
ordering  it  and  gives  an  opportunity  for  argument  on  the  subject. 

In  asking  whether  it  has  power  to  order  "further"  general 
reductions,  the  Commission  is  generally  held  to  have  raised  a 
question  about  its  power  which  it  is  not  customary  for  courts 
or  quasi-judicial  bodies  to  raise.  Usually,  they  wait  for  a  litigant 
to  raise  such  a  question.  The  railroads  might  be  expected  to 
raise  such  a  question,  it  has  been  pointed  out,  because  they  have 
not  earned  what  courts  are  inclined  to  hold  would  be  a  reason- 
able rate  on  their  investment.  The  Commission,  however,  did 
not  wait  for  them  to  raise  it. 

However,  it  did  not  raise  it,  in  a  technical  sense,  until  after 
it  had  put  out  an  order  in  the  western  grain  case.  Therefore, 
if  the  agricultural  bloc  in  the  Senate  or  attorneys  for  agricul- 
tural associations  should  fight,  it  is  in  a  position  to  enforce  its 
order  in  that  case.  It  might  be  possible  for  it  also  to  issue  an 
order  in  the  southern  hardwood  case  before  beginning  the  hear- 
ings on  its  order  instituting  the  general  investigation. 

Therefore,  in  a  technical,  strategic  sense,  the  Commission 
could  insist,  in  the  event  the  agricultural  bloc  should  resume 
its  fight,  that  its  orders  be  carried  out  and  that  the  hearing 
proceed  on  the  assumption  that  the  two  cases  mentioned  and 
the  suggestion  for  a  nation-wide  ten  per  cent  reduction  on  the 
agricultural  list  were  not  involved  in  this  general  proceeding. 
But  if  it  were  constrained  to  take  such  a  position  there  would  be 
a  general  raising  of  eyebrows,  because  the  general  idea  is  that 
all  the  matters  mentioned  are  inextricably  interwoven,  by  rea- 
son of  the  conferences  held  between  executives  and  commission- 
ers prior  to  the  institution  of  the  general  inquiry. 

In  neither  the  order  instituting  the  general  inquiry  nor  in 
the  program  is  the  ten  per  cent  proposed  reduction,  the  western 
grain  rate  or  the  western  live  stock  case  mentioned.  However, 
in  a  statement  issued  by  the  Commission  at  the  time  it  put  out 
its  order  instituting  a  general  investigation,  it  mentioned  the 
live  stock  and  the  western  grain  rate  cases  in  such  a  way  as  to 
leave  the  reader  to  infer  that  it  had  made  orders  for  general 
reductions  in  them.  Of  course,  in  the  live  stock  case,  no  order 
was  issued,  but  the  Commission  treated  the  matter  in  its  state- 
ment as  if  it  had  required  the  carriers  to  make  the  reduction. 

Only  in  that  informal  way  are  any  of  the  cases  in  which 
shippers  have  been  greatly  interested  connected  with  the  general 
investigation.  It  is  doubtful  whether  anyone  could  assert  that 
either  of  the  two  litigated  cases  or  the  proposal  of  the  carriers 
to  make  a  ten  per  cent  reduction  on  the  whole  agricultural  list 
was  involved  in  the  general  inquiry  and  successfully  prove  that 
they  were,  if  the  Commission  desired  to  take  the  position  that 
neither  was  involved  in  that  proceeding.  The  Commission,  it 
is  true,  mentioned  the  western  live  stock  and  the  western  grain 
rate  case  in  the  statement  in  connection  with  the  order,  but  the 
order  itself  makes  no  mention  of  either  of  them.  The  failure  of 
the  Commission  to  mention  either  of  the  cases  in  its  order  leaves 
it  free  to  follow  either  of  two  possible  courses.  One  would  be 
for  it  to  say  nothing  further  about  the  western  grain  case.  In 
such  event,  the  railroads  would  have  to  make  the  reduction 
therein  ordered.  Or  it  could,  by  appropriate  order,  include  that 
western  grain  case  in  the  general  inquiry  and  by  such  inclusion 
suspend  the  operation  of  its  order  "until  the  further  order  of  the 
Commission." 

Inasmuch   as   the   proposal   to   make   a  nation-wide  ten   per 

cent  reduction  on  the  whole  agricultural  list  was  the  voluntary 

act  of  the  carriers   it   could   not   become   involved  in   the   case 

through  any  act  of  the  Commission.     The   carriers  are  free  to 

withdraw  the  offer  at  any  time  prior  to  the  filing  of  tariffs  in 

accordance  with  their  suggestion.    It  is,  therefore,  probable  that 

f   the   Commission   insists   on   its   order    in   the   western   grain 

becoming    operative,    the    carriers    will    not    proceed    any 

further  with  their  proposal  to  make  a  ten  per  cent  nation-wide 

reduction.    They  proposed  it  as  a  substitute  for  the  order  in  the 

western  grain  case,  and  if  that  order  stonds  the  reason  for  the 

;rmg  of  a  substitute  will  have  disappeared. 

Grain  Case  Rehearing 

The  application  of  the  carriers  for  a  rehearing  in  No.  12929, 
the  western  grain  rate  case,  in  a  broad  way  of  speaking,  is  an 
argument  for  the  adoption,  by  the  Commission,  of  the  plan 
agreed  on  at  the  meeting  of  the  Association  of  Railway  Ex- 
ecutives at  New  York,  November  16.  It  was  made  public  by 
the  Commission  November  25.  An  abstract  of  it  was  given 
out  by  the  railroads  coincident  with  the  Commission's  an- 

ncement  concerning  the  institution  by  it,  of  the  formal  in- 
quiry, No.  13293,  into  the  Commission's  power  to  make  "fur- 
ther" general  reductions. 

In  the  opening  paragraph  the  carriers   say  they   come  for 
approval  of  a  program  for  the  relief  of  agriculture  in  all  sec- 
tions of  the  United  States  through  the  medium  of  a  reduction 


in  carload  rates  on  the  products  of  agriculture."  The  program 
they  suggest  is  that  adopted  by  them  at  their  meeting  in  New 
York  November  16.  That  program  they  discussed  with  the 
commissioners  in  a  meeting  four  days  before,  and  as  to  which 
all  reports  agree,  the  commissioners  gave  sympathetic  ears. 

Apologizing  for  the  delay  that  had  occurred  in  making  oper- 
ative reductions  in  rates  on  grain,  grain  products,  straw  and 
hay  in  the  Western  and  Mountain-Pacific  groups,  the  carriers 
said  it  was  due  wholly  to  a  diligent  effort  on  their  part  to 
mature  a  plan  for  the  relief  of  agriculture  in  "all  sections  of 
the  United  States,  more  comprehensive  than  that  embraced  in 
this  single  proceeding"  (western  grain  rate  case).  They  ex- 
pressed the  hope  that  the  commissioners  would  understand  and 
appreciate  the  difficulty  of  maturing  such  a  plan. 

As  a  reason  for  their  hunt  for  a  substitute  for  the  Com- 
mission's report  and  order  in  the  western  grain  rate  case,  they 
said  there  had  been  an  insistent  demand  for  a  general  reduc- 
tion in  rates  that  embraced  not  only  rates  on  the  farm  prod- 
ucts mentioned,  but  rates  on  practically  all  other  commodities. 
They  said  they  desired  to  deal  with  the  demand  in  a  sym- 
pathetic manner,  but  they  had  had  to  consider  their  financial 
condition  before  coming  to  a  conclusion  as  to  what  they  could 
afford  to  undertake  to  do;  hence  the  delay. 

To  the  end  that  the  Commission  would  know  the  facts  on 
which  they  founded  their  conclusion  that  they  could  not  afford 
to  undertake  to  do  anything  more  than  suggest  a  ten  per  cent 
reduction  on  all  agricultural  commodities,  they  reproduced  the 
figures  showing  the  small  income  in  the  first  nine  months  of 
the  current  year.  They  have  been  heretofore  published  as  part 
of  the  abstract  prepared  by  the  executives  and  promulgated  the 
same  day  that  the  Commission  ordered  its  general  investigation. 

Answering  the  contention  of  the  shippers  that,  inasmuch 
as  there  was  a  general  horizontal  increase  in  rates  under  Ex 
Parte  No.  74,  there  should  now  be  a  general  horizontal  reduc- 
tion, the  executives  said  conditions  then  and  now  were  mate- 
rially dissimilar.  Then  it  was  a  question  of  more  revenue. 
Now  it  is  one  of  affording  relief  from  serious  economic  distress — 
"not  as  a  right,"  they  said,  "but  as  a  matter  of  high  and  wise 
expediency  and  in  a  way  that  will  best  promote  public  welfare." 

Assuming  that  there  was  no  opportunity  or  possibility  of 
giving  relief  to  all,  the  executives  said  it  had  become  a  ques- 
tion of  wise  Selection  of  the  commodities  to  which  relief  could 
and  would  be  extended,  remembering  that  that  relief  would  be 
best  for  the  public  interest,  which  would  be  most  widely 
distributed.  Therefore,  they  selected  agricultural  products. 
They  said  they  did  not  feel  justified,  after  hearing  the 
testimony  respecting  the  distressing  condition  of  farmers, 
"in  remaining  rigid  and  unco-operative,"  especially  in  the  face 
of  the  summing  up  made  by  the  Commission  in  its  report  on 
the  western  grain  rate  case,  in  which,  they  pointed  out,  only 
the  farm  conditions  in  the  west  were  nuder  consideration. 

As  their  reason  for  suggesting  the  substitution  of  their  pro- 
posed nation-wide  decrease  for  the  larger  reduction  ordered  by 
the  Commission  in  the  western  grain  rate  case,  the  application 
for  rehearing  says: 

"Your  petitioners,  however,  submit  that,  if  there  is  to  be  a 
reduction  in  rates  for  the  benefit  of  agriculture,  there  seems 
little  justification  for  confining  such  reductions  to  rates  on  grain, 
grain  products  and  hay,  or  to  any  particular  section  of  the 
country.  The  economic  reasons  in  favor  of  reductions  apply 
with  equal  force  to  other  products  of  the  farm  and  to  other 
territorial  sections.  The  demand  on  the  part  of  the  agricul- 
tural public  for  a  reduction  in  freight  rates  is  not  confined  to 
the  commodities  covered  by  this  proceeding  and  is  not  confined 
to  the  western  district.  The  Commission  and  the  carriers  have 
been,  or  will  be,  confronted  by  the  necessity  of  meeting  the 
demand  for  a  wider  application  among  agricultural  products 
of  proposed  reductions  and  for  a  more  extensive  territorial  ap- 
plication of  them.  It  is  not  apparent  how  this  demand  can  be 
successfully  distinguished  from  the  action  taken  by  the  Com- 
mission in  this  cause,  and  yet  a  general  application  of  the  scale 
of  reductions  ordered  in  this  case  to  other  agricultural  products 
and  to  other  territories  of  production,  would  involve  a  loss  of 
revenue  to  the  carriers  which  would  seriously  impair  their  ca- 
pacity to  perform  their  public  obligations." 

The  main  proposal  in  the  application  for  rehearing  is  the 
suggestion  of  a  trade  of  the  order  in  the  western  grain  rate 
case  for  a  10  per  cent  nation-wide  cut. 

That  proposal,  it  is  believed,  raises  the  question  whether 
the  Commission  has  the  power  to  order  any  "further"  general 
reductions.  If  a  general  reduction,  which  decreases  the  possi- 
bility of  the  carriers  earning  the  rate  of  return  specified  in 
section  15-a,  Is  unconstitutional,  because  out  of  line  with  tho 
statute  or  because  it  deprives  the  carriers  of  property  without 
adequate  compensation,  then  the  Commission's  order  in  the 
western  grain  rate  case  is  not  worth  anything.  A  proposal, 
therefore,  to  trade  it  for  a  10  per  cent  reduction  on  all  agricul- 
tural products  in  all  parts  of  the  United  States  would  be  one 
the  acceptance  of  which  would  enable  the  Commission  to  say 
it  had  afforded  some  relief,  by  negotiation,  when  relief  by  order 
was  not  possible. 

The  question  asked  by  the   Commission,  in  its  order  insli- 
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tuiing  the  general  Inquiry,  Is  In  point  in  connection  with  the 
trading  proposition.  If  the  Commission  has  undoubted  power 
to  enforce  its  order  in  the  western  grain  rate  case,  It  will  be 
able  to  negotiate  with  the  railroads  on  their  program  with  the 
knowledge  that  if  there  is  something  In  it  that  should  be 
changed,  it  can  force  correction.  If  it  has  not  the  power,  then 
It  can  only  accept  their  proposal,  without  modification.  The 
mere  fact  that  the  Commission  has  asked  for  a  discussion  on 
that  point  has  been  taken  as  indicating  that  some  of  Its  mem- 
bers have  doubt  on  the  subject. 

That  the  discussion  at  that  hearing  will  not  be  confined  to 
the  mere  law  question  was  made  apparent  November  26,  when 
the  Commission  advised  Clifford  Thome  that  the  general  in- 
quiry instituted  by  it  will  be  broad  enough  to  enable  him  to 
prrsent  the  arguments  he  had  in  mind  when  he  filed  an  appli- 
cation for  a  general  inquiry  into  rates  on  farm  products.  The 
Commission  then  will  hear  him  or  any  other  who  may  desire 
to  speak,  in  behalf  of  the  American  Farm  Bureau  Federation, 
which  Thome  represented  when  he  filed  that  application.  Simi- 
lar advice  has  been  given  to  attorneys  representing  other  in- 
terests. 

It  is  probable  that  the  Commission's  inquiry  will  develop  into 
a  celebrated  case.  That  suggestion  is  founded  on  the  reaction  to 
the  Commission's  announcement  that  followed  on  the  heels  of 
the  announcement.  Inquiries  as  to  the  nature  of  the  proceed- 
ing and  the  opportunities  that  would  be  afforded  to  the  inquirers 
to  be  heard  in  the  matter  indicated  widespread  interest.  It  is 
believed  that,  notwithstanding  the  limitation  in  the  order  insti- 
tuting the  proceeding,  efforts  will  be  made  to  show  that  this, 
that,  or  the  other  industry  is  entitled  to  a  reduction  in  rates 
to  enable  it  to  live.  Another  way  to  convey  the  thought  in  mind 
is  that  an  effort  will  be  made,  by  practically  all  shippers,  to 
show  that,  for  economic  reasons,  they  should  be  favored  with 
reductions  in  rates.  Applications  for  reductions  have  been  re- 
ceived from  many  classes  of  shippers,  but,  publicly,  have  not 
received  any  attention  at  the  hands  of  the  Commission. 

However,  the  fact  that  no  public  attention  has  been  ac- 
corded to  them  does  not  mean  that  the  commissioners  have  not 
thought  on  the  subject.  On  the  contrary,  it  is  a  moral  certainty 
that  they  have  considered  practically  every  situation  about 
which  anyone  has  shown  interest  enough  to  write  a  letter.  But 
the  result  of  their  thought,  thus  far,  has  been  manifested  only 
in  the  unofficial  representations  that  have  been  made  in  behalf 
of  reductions  in  rates  on  agricultural  products.  The  carriers 
have  reacted  to  suggestions  about  farm  products  by  suggesting 
the  reopening  of  the  western  grain  rate  case,  the  institution  of 
a  general  inquiry,  and  the  substitution  for  the  order  in  the 
western  grain  rate  case,  of  the  general  ten  per  cent  reduction. 
The  application  of  the  carriers  for  a  general  inquiry  is  contained 
in  their  application  for  a  reopening  of  the  western  grain  rate 
case. 

Senators  from  the  western  agricultural  states  have  received 
a  number  of  protests  from  constituents  against  the  failure  of  the 
railroads  to  put  in  the  grain  rate  reductions  on  or  before  Novem- 
ber 20. 


EFFECT  OF  WAGE  REDUCTION 

"The  12  per  cent  wage  reduction,  effective  July  1,  fell,  accord- 
ing to  reports  received  by  the  Interstate  Commerce  Commission, 
far  short  of  enabling  the  railroads  to  make  net  earnings  of  6  per 
cent,  which  Congress  authorized  in  the  transportation  act,  as 
necessary  to  re-establish  the  credit  of  the  roads  and  to  assure  a 
safe,  dependable  service,"  says  a  statement  by  the  railway  ex- 
ecutives. 

"The  deficits  below  the  6  per  cent,  in  the  three  months  re- 
ferred to.  calculating  the  wage  reduction  at  $30,000,000  a  month, 
were  as  follows: 

Deficit   under  6   per  cent   in   July    $53,904,47!) 

Deficit  under  G  per  cent  in  August    47,758,897 

Deficit  under  6  per  cent  in   September   56.208.8S9 

"The  actual  percentages  earned  on  the  tentative  valuation 
of  the  roads  adopted  by  the  Interstate  Commerce  Commission  for 
rate-making  purposes  were  as  follows: 

Percentage  on  value,   earned  in  July    4.5 

Percentage   on  value,  earned    in  August    5.0 

Percentage  on   value,   earned   in  September    4.6 

"The  above  figures,  however,  do  not  represent  a  normal  con- 
dition, for  the  net  was  secured  in  large  part  by  deferring  main- 
enance   of   equipment,   roadbed,    tracks,    etc.,   a  charge   which 
oner  or  later  must  be  made  up.    Had  the  12  per  cent  reduction 
wages  not  been  made,  the  net  earnings  for  the  three  months 
the  same  basis  would  have  been,  for  July,  2.5  per  cent;  for 
August,  3.3  per  cent,  and  for  September,  3  per  cent." 


WEST  TULSA  BELT  RAILWAY  NOTES 
The  West  Tulsa  Belt  Railway  Co.  of  Oklahoma  has  applied 
to  the  Commission  for  authority  to  issue  demand  promissory 
notes,  aggregating  $1,551.85,  to  the  St,  Louis-San  Francisco  Rail- 
way Co.,  which  owns  the  capital  stock  of  the  applicant.  The 
notes  will  cover  expenditures  on  the  property  of  the  applicant  by 
the  St.  Louis-San  Francisco. 


NEW  SHOP  CRAFT  RULES  ISSUED 

A  complete  new  agreement  between  the  eight  shop  craft 
unions  affiliated  with  the  American  Federation,  numbering  be- 
tween 400,000  and  450,000  members,  and  the  railroads,  went  into 
effect  December  1.  This  was  made  possible  by  the  promulgation, 
late  November  30,  by  the  Labor  Board,  of  148  new  rules  on  which 
it  had  been  working  almost  continuously  since  July  1.  These 
148  rules,  and  the  24  issued  in  August,  constitute  the  entire  code 
of  rules  and  working  conditions  replacing  the  shop  crafts'  na- 
tional agreement,  and  are  operative  on  all  railroads  In  so  far 
as  they  do  not  come  into  conflict  with  rules  already  agreed  on 
by  any  road  and  its  shop  employes.  Ten  of  the  national  agree- 
ment rules  have  been  eliminated  altogether  and  thirty  of  a  minor 
nature  have  been  remanded  for  further  consideration  by  the 
carriers  and  the  union  representatives. 

The  inference  drawn  from  the  summary  of  the  rules  drawn 
up  and  given  out  by  the  board,  is  that  the  changes  made,  for 
the  most  part,  eliminate  the  classification  abuses  about  which 
the  carrires  have  frequently  complained.  The  savings  to  the 
roads  which  will  result  from  the  new  rules  are  estimated  at 
150,000,000  a  year,  which  estimate  is  amended  by  the  statement 
that  "only  actual  operation  can  tell." 

Changes  in  the  rules  are  grouped  by  the  board  under  three 
major  classes,  as  follows: 

1.  Rules  are  made  more  elastic   to  secure   greater  efficiency  and 
economy. 

2.  Many   criticisms   of   the   national    agreement   are    met   by   the 
decision,  but  all  demands  of  the  managements  are  not  granted.    Older 
rules,  sanctioned  by  experience,  are  retained. 

3.  The  principle  of  collective  bargaining  and  union  recognition  as 
embodied  in  transportation  act  is  retained  in  the  new  rules,  but  rep- 
resentation of  minorities  in  grievance  cases  is  provided  for — thus  doing 
away  with    that   part   of   national   agreement   criticized   as   forcing   a 
"closed    shop"    on    the    railroads.      This    is    more    theoretically    than 
actually  important  as  practically  all  shops  are  unionized   and  unions 
are  recognized  and  represented  men  in  negotiations  leading  up  to  pres- 
ent decision. 

The  bulk  of  the  changes  as  embodied  in  the  decision  are 
changes  in  the  classification  of  the  work  to  be  performed  by 
the  various  crafts.  These  classifications  were  made  more  liberal. 
One  of  the  criticisms  of  the  national  agreement  was  that  classifi- 
cations were  so  rigid  and  so  fine  in  detail  that  work  not  requiring 
skill  was  assigned  to  highly  paid  skilled  men,  and  work  requiring 
only  general  skill  was  assigned  exclusively  to  skilled  men  of  a 
particular  craft. 

The  following  are  examples  of  changes  made  in  the  classifi- 
cation rules: 

Machinists  performing  repairs  may  connect  or  disconnect  any 
wiring,  pipe  connection  or  coupling  necessary  to  repair  machinery  or 
equipment.  This  work  was  formerly  restricted  to  electricians  and 
sheet  metal  workers. 

Unskilled  laborers  may  now  dismantle  wooden  freight  cars — 
formerly  restricted  to  carmen. 

Engineers,  firemen  and  cranemen  may  make  necessary  repairs  on 
the  lines  of  the  road  when  qualified  to  do  such  work,  regardless  of 
whether  this  has  been  considered  shop  work  or  not. 

Removing  or  replacing  grates  may  be  done  by  boilermakers' 
helpers;  restricted  to  journeymen  boilermakers. 

Classification  of  work  of  sheet  metal  workers,  electricians  and 
carmen  widened  to  assign  much  work  heretofore  restricted  to  them 
to  their  helpers  or  men  of  other  crafts  where  the  needs  of  the  road 
require  it. 

Wrecking  crews,  restricted  to  carmen  under  the  national  agreement, 
may,  under  new  rules,  be  made  up  of  other  men  where  there  are  not 
enough  carmen  available. 

Provisions  of  the  national  agreement  requiring  certain  forces  and 
equipment  to  be  maintained  for  certain  kinds  of  work  are  changed 
in  the  new  rules  to  allow  more  ready  transfer  of  men  from  one  kind 
of  work  to  another.  Men  assigned  exclusively  to  certain  kinds  of  work 
under  the  national  agreement  may  now  be  put  on  other  work  when 
there  is  no  work  of  their  particular  class  available.  Many  of  the 
rules  on  these  points  have  been  discontinued  altogether  so  that 
unnecessary  forces  required  by  the  national  agreement  may  now  be 
eliminated. 

One  of  the  most  important  innovations  made  by  the  board 
in  the  new  rules  was  the  creation  of  a  new  class  of  apprentices, 
known  as  special  apprentices,  composed  of  young  men  between 
the  ages  of  18  and  26  years,  who  have  had  technical  school  train- 
ing. The  period  of  their  apprenticeship  is  limited  to  three  years, 
as  compared  to  the  four  years  served  by  the  regular  apprentices, 
whose  entering  age  is  from  16  to  21. 

Board  members  believe  the  decision  to  be  the  most  impor- 
tant work  of  the  board  to  date.  It  is  designed,  they  say,  to 
provide  a  permanent  code  of  shop  rules  which  will  stabilize  that 
part  of  railroad  industry. 

Board  Free  to  Consider  Wages 

At  just  about  the  time  the  new  shop  craft  rules  were  being 
given  out  at  the  Labor  Board  offices,  Ben.  W.  Hooper,  vice-chair- 
man and  public  member  of  the  board,  in  a  speech  before  the 
Chicago  Association  of  Commerce,  said  that  the  board  was  now 
ready  to  take  up  the  matter  of  wages  for  that  class  of  employes, 
but  that  neither  the  proposed  cut  by  the  management  or  the  re- 
ported request  for  a  wage  increase  by  the  shop  craft  union  lead- 
ers was  as  yet  before  the  board.  Mr.  Hooper  pointed  out  that 
the  memorandum,  on  the  strength  of  which  the  brotherhood 
heads  called  off  their  strike  plans,  October  27,  said  that  it  was 
"the  intention  of  the  board  that  the  «  *  *  rules  and  working 
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conditions  be  completely  disposed  of  as  to  any  class  of  employes 
before  a  hearing  is  had  on  any  question  of  wages  affecting  said 
class  of  employes." 

"Certain  sections  of  public  opinion  have  not  been  as  just 
to  the  board  and  as  considerate  of  its  difficulties  as  they  might 
have  been,"  said  Mr.  Hooper.  "They  forget  that  the  board  in 
the  twenty  months  of  its  existence  has  perfected  its  organization, 
grappled  with  the  strained  and  artificial  conditions  growing  out 
of  the  war  and  government  control  of  the  railways,  tried  900 
cases,  made  two  general  wage  readjustments,  devoted  months 
to  the  revision  of  rules  and  working  conditions,  and,  above  all, 
has  avoided  any  general  interruption  of  traffic.  Certainly,  the 
Labor  Board  may  modestly  claim  that  it  is  contributing  its  share 
to  the  orderly  readjustment  of  our  country. 

"As  an  example  of  mal-formed  public  opinion,  the  criticism 
from  certain  quarters,  of  .the  board's  action  which  averted  the 
recently  threatened  strike,  may  be  cited. 

"When  the  board  officially  stated  that  it  would  not  consider 
any  general  change  in  the  wages  of  any  class  of  employes,  until 
the  rules  and  working  conditions  of  that  particular  class  had 
been  decided,  the  board  was  vigorously  denounced  because  it 
had  shut  the  doors  in  the  face  of  carriers  that  desired  to  apply 
for  a  wage  reduction  and  had  deferred  action  on  such  an  appli- 
cation for  a  year. 

"As  a  matter  of  fact,  the  board  will  tomorrow  announce  its 
final  decision  of  rules  for  the  shop  crafts,  and,  although  some  of 
the  carriers  have  given  notice  of  an  application  for  a  decrease 
of  wages,  and  the  shop  crafts  have  given  notice  of  an  application 
for  an  increase,  neither  application  is  before  the  board  nor  can 
it  be  for  some  time.  The  board  is  therefore  free  to  take  up 
this  question  long  before  either  party  can  get  it  before  us. 

"Moreover,  the  critics  of  the  board  ignored  the  fact  recog- 
nized by  all  railway  managements  that  no  intelligent  adjustment 
of  wages  can  be  made  until  it  is  known  to  what  schedule  of 
rules  the  wages  will  apply.  The  former  wage  awards  were  based 
on  the  national  agreements  and  other  existing  rules,  but  any 
further  readjustment  of  wages,  either  upward  or  downward,  must 
be  made  to  fit  into  the  new  rules." 

As  an  added  means  of  facilitating  the  handling  of  its  cases, 
the  board  has  rearranged  its  entire  docket.  In  the  future  all 
cases  affecting  one  road  will  be  docketed  for  hearing  at  the  same 
time.  The  board  has  also  offered  its  services  and  advice  in  such 
cases  where  it  seems  probable  that  the  railroads  and  their  em- 
ployes may  be  able  to  form  the  adjustment  boards  contemplated 
by  the  transportation  act.  It  is  the  intention  of  the  board,  so  far 
as  possible  to  keep  minor  cases  off  its  docket  in  the  future. 


ASK  LABOR  BOARD  ABOLITION 

The  Labor  Board,  when  it  told  the  union  heads  that  re- 
quests for  wage  cuts  would  have  to  wait  their  regular  turn, 
"voted  itself  out  of  existence,"  according  to  the  report  of  the 
railway  committee  of  the  New  York  Board  of  Trade  and  Trans- 
portation adopted  at  the  November  meeting  of  that  organization. 
The  report  states  that  the  board  "still  exists,  nevertheless,  an 
inert  body,  blocking  progress,  until  the  power  that  created  it 
shall  remove  it." 

Section  15-a  is  necessary  in  order  to  maintain  the  railroads 
efficiently,  according  to  the  report,  and  if  reductions  in  freight 
rates  can  come  only  by  the  repeal  of  that  section,  the  committee 
recommended  that  none  be  made.  It  was  agreed,  however,  that 
rates  generally  were  too  high.  The  proper  method  to  reduce 
them,  however,  it  was  suggested,  would  be  by  abolition  of  the 
Labor  Board,  so  that  the  railroads  could  readjust  wages  on  a 
basis  which  would  allow  rate  reductions  to  be  made. 

In  another  report  by  the  same  committee,  which  was  also 
adopted,  the  approval  of  the  Pomerene  bill-of-lading  law  was 
recommended  in  its  present  form.  Section  21,  however,  which 
provides  for  the  checking  of  lading  by  the  carrier  at  the  ship- 
per's scales,  it  was  suggested,  could  be  strengthened  by  includ- 
ing some  provision  for  its  enforcement. 


CLERKS'  WAGES  IN  NEW  ENGLAND 

An  interpretation  of  rule  No.  66  of  the  clerks'  national  agree- 
ment, which  prescribed  the  method  used  in  changing  the  rate 
of  clerks  paid  on  a  monthly  and  weekly  basis  to  a  daily  basis, 
was  handed  down  by  the  Labor  Board,  December  2.  The  deci- 
sion of  the  board  reverses  an  interpretation  of  the  rule  made 
by  adjustment  board  No.  3,  which  handled  the  disputes  of  the 
New  England  roads  during  the  period  of  federal  control.  This 
interpretation  took  no  account  of  the  difference  in  the  number 
of  days  worked  in  a  year  by  men  working  seven  days  a  week 
as  compared  with  those  working  six,  and  resulted  in  the  former 
getting  a  wage  51  cents  a  day  in  excess  of  the  latter.  At  the 
hearing  the  New  England  carriers  stated  that  the  adjustment 
board's  interpretation  was  costing  them  approximately  $1,000,000 
per  year. 


SERVICE  AND  COMPENSATION 
SUMMARY 

The  Traffic  World  Washington  Bureau 

The  Commission  has  issued  its  first  monthly  summary  of 
reports  of  employes,  service  and  compensation  of  class  I  steam 
roads,  including  13  switching  and  terminal  companies,  for  the 
month  of  July,  1921,  under  the  new  "Rules  Governing  the  Classifi- 
cation of  Steam  Railway  Employes,  and  Reports  of  Their  Service 
and  Compensation,"  which  became  effective  on  July  1,  1921,  in 
accordance  with  an  order  of  the  Commission  issued  April  18, 
1921.  Formerly  the  Commission  issued  quarterly  reports  on 
these  matters,  and  it  points  out  that,  necessarily,  comparison  of 
old  and  new  statistics  is  impaired.  The  quarterly  reports  have 
been  discontinued. 

"The  new  wage  statistics,"  the  Commission  said,  "were  de- 
signed to  meet  the  needs  of  both  the  United  States  Railroad 
Labor  Board  and  the  Interstate  Commerce  Commission.  The 
number  of  reporting  divisions  or  classes  has  been  increased  from 
68  to  148,  and  an  analysis  of  the  hours  of  service  and  compensa- 
tion has  been  introduced.  The  increased  number  of  classes  does 
not  result  from  a  mere  subdivision  of  the  classes  used  in  the  old 
form,  but  is  the  outgrowth  of  an  exhaustive  classification  study 
conducted  by  the  Railroad  Labor  Board. 

"This  July  statement  has  been  delayed  owing  to  the  neces- 
sity of  investigating  many  inconsistencies  in  the  carriers'  reports, 
but  such  delay  with  the  initial  report  was  to  be  expected  in  view 
of  the  detailed  nature  of  the  schedules." 

The  summary  shows  that  on  a  particular  day  at  the  middle 
of  July  there  were  1,634,872  employes  of  all  classes,  while  the 
number  of  full  time  positions  was  1,535,375.  The  total  compen- 
sation paid  for  the  month  was  $214,339,385,  made  up  of  $192,- 
059,134  for  straight  time  compensation,  $12,039,154  for  overtime 
compensation,  and  $10,241,097  for  all  other  compensation. 

In  the  recapitulation  by  groups  of  employes  the  report  shows 
the  following: 

Kxectuives,  officials  and  staff  assistants  numbered  15,155,  and 
their  total  compensation  was  $6,354,552,  of  which  $278  was  for  over- 
time. 

Professional,  clerical  and  general  employes  on  a  daily  basis  num- 
>~red  47,178.  and  on  an  hourly  basis.  226,342,  and  the  total  compensa- 
tion paid  to  those  on  the  daily  basis  was  $8.325,024,  and  to  those  on 
the  hourly  basis,  $27,414,066.  Overtime  payments  to  those  on  an 
hourly  basis  amounted  to  $544,285,  and  to  those  on  a  daily  basis, 
$38,181. 

Maintenance  of  way  and  structures  employes  on  a  daily  basis 
numbered  4,604,  and  on  an  hourly  basis.  368.720,  and  the  total  com- 
pensation paid  those  on  the  daily  basis  was  $1,087.852,  of  which  $1,508 
was  overtime,  and  to  those  on  the  hourly  basis,  $32.510,050,  of  which 
$!>  11,072  was  overtime. 

Maintenance  of  equipment  and  stores  employes  on  a  daily  basis 
numbered  14.451,  and  their  compensation  was  $3,568,553,  of  which 
$9,400  was  overtime.  The  number  of  employes  of  this  group  on  an 
hourly  basis  was  436.555,  and  their  compensation  was  $56,088,856,  of 
which  $3.980.266  was  overtime. 

Transportation  employes  (other  than  train,  engine  and  yard)  on 
a  daily  basis  numbered  27,465,  and  their  compensation  was  $2.716.556. 
of  which  $36,996  was  overtime.  Those  on  an  hourly  basis  of  this  group 
numbered  181,326.  and  their  compensation  was  $21,868,240,  of  which 
$972,207  was  overtime. 

Transportation  employes  (yardmasters,  switch  tenders  and 
hostlers)  on  a  daily  basis  numbered  6.029.  and  their  compensation  was 
$1.552,537,  of  which  $7,487  was  overtime.  Those  employes  of  this  group 
on  an  hourly  basis  numbered  17.664  and  their  compensation  was 
$2,513,360.  of  which  $68.306  was  overtime. 

Transportation  employes  (train  and  engine)  on  an  hourly  basis 
(none  on  daily  basis)  numbered  289,383,  and  their  compensation  was 
$50,339,739,  of  which  $5,439,168  was  overtime. 

The  total  average  earnings  per  employe  for  July  are  given 
for  each  of  the  148  classes  into  which  the  groups  referred  to 
above  are  divided. 

For  example,  the  total  average  earnings  per  employe  in  the 
class  including  executives,  general  officers  and  assistants  are 
given  at  $523;  division  officers,  assistants  and  staff  assistants. 
$322;  assistant  general  foremen  and  signal  and  telegraph  in- 
structors, $215;  general  foremen,  $290;  gang  foremen  and  gang 
leaders  (skilled  labor),  $217;  machinists,  $159;  laborers  (shops, 
enginehouses,  power  plants  and  stores),  $94;  road  passenger 
conductors,  $233;  road  freight  conductors  (through  freight),  $167; 
road  passenger  engineers  and  mo  to  rm  en,  $250; 'road  freight  engi- 
neers and  motormen  (local  and  way  freight),  $251;  yard  firemen 
and  helpers,  $136;  waiters  and  lodging-house  attendants,  $64; 
camp  and  crew  cooks  and  kitchen  helpers,  $74 ;  chief  telegraphers 
and  telephoners  or  wire  chiefs,  $188;  chief  train  dispatchers, 
train  dispatchers  and  train  directors,  $256;  track  and  roadway 
section  laborers,  $74;  messengers  and  office  boys,  $62;  station 
masters  and  assistants,  $187;  and  coach  cleaners,  $95. 

.The  12  per  cent  wage  cut  made  by  the  Labor  Board,  and 
which  became  effective  July  1,  is  reflected  in  the  figures  given. 


The  day's  important  developments  in  the  general 
rate  inquiry  hearings,  which  start  December  14,  may 
be  read  in  the  following  day's  issue  of  The  Daily  Traffic 
World. 


ST.  L.,  S.  f.  &  T.   RY.  CO.  NOTES 

The  St.  Louis,  San  Francisco  &  Texas  Railway  Company 
has  applied  to  the  Commission  for  authority  to  issue  $284,- 
987.47  of  demand  promissory  notes  and  deliver  them  to  the 
St.  Louis-San  Francisco  Railway  Company,  to  cover  indebted- 
ness of  the  applicant  to  the  St.  Louis-San  Francisco,  which  owns 
the  capital  stock  of  the  applicant. 


December  3, 
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Alfred  P.  Thorn,  as  general  counsel  for  the  Association  of 
Railway  Executives;  Robert  S.  Lovett,  chairman  of  the  Union 
Pacific,  a  director  In  the  Illinois  Central,  New  York  Central, 
Chicago  &  Alton  and  their  subsidiaries,  and  S.  T.  Bledsoe,  for 
railroads  in  the  Southwest  generally,  discussed  the  meaning 
of  the  interlocking  directorate  section  of  the  Interstate  com- 
merce law  before  Commissioners  Meyer,  Eastman  and  Potter 
on  November  30.  They  presented  their  views  on  the  subject 
at  the  request  of  (he  Commission,  because,  as  said  by  W.  A. 
Colston,  director  of  the  Commission's  bureau  of  finance,  the 
Commission  had  no  established  ideas  as  to  the  meaning  of  the 
prohibition  against  interlocking  directorates  which  would  ad- 
versely affect  public  or  private  interests. 

The  discussion  of  the  law  made  by  Mr.  Lovett  was  not  a 
part  of  the  program  upon  which  the  three  commissioners  were 
proceeding,  but  came  up  incidentally  when  Commissioner  Meyer 
asked  Mr.  Thorn  whether  he  considered  that  the  New  York 
Central  and  the  Illinois  Central  were  In  competition  for  traffic 
between  Chicago  and  New  York.  He  pointed  out  that  the  III}- 
nola_Central  owns  the  Central  ftf  Georgia  anr'  " 
ship  Company  of  Savannah,  go  that  it  has  a 


line  between  CEIcago  and  New  York.  Mr.  Tliom  saiii  he  though! 
it  better  not  for  him  to  express  'an  opinion  about  individual 
cases,  lest  he  prejudice  them  through  his  ignorance  of  the  facts. 

"Judge  Lovett  is  in  the  room  and  he  had  better  answer  that 
question,"  said  Mr.  Thorn.  Mr.  Lovett,  after  Mr.  Thorn  had 
completed  his  exposition  of  what  he  conceived  the  law  to  be, 
said  that  there  is  a  possibility  of  competition  between  every 
railroad  in  the  country:  that  is  to  say,  potential  competition. 
although  the  men  who  operate  them  may  never  thiak  of  that 
possibility  of  competition.  He  said  that  he  had  never  consid- 
ered the  possibility  of  competition  between  Chicago  and  New 
York,  but  that  a  few  weeks  ago  his  attention  had  been  directed 
to  the  fact  that  there  is  competition  between  the  Big  Four  part 
of  the  New  York  Central  and  the  Illinois  Central  in  serving 
coal  mines  in  southern  Illinois.  He  said  that  he  was  not  aware 
of  that  competition  when  he  had  filed  his  first  application  for 
permission  to  continue  as  a  director  in  the  two  companies. 
When  he  was  told,  he  amended  his  petition  so  as  to  set  forth 
the  fact  that  there  is  such  competition.  Directors,  he  said, 
usually  devote  themselves  to  financial  affairs  and  seldom  to 
traffic  or  operation. 

Commissioner  Eastman  asked  him  about  the  competition  be- 
tween New  Orleans  and  North  Atlantic  ports  for  the  movement 
of  export  grain.  He  said  that  recently  *lip  prpsMpnt.  nf  the. 
Illinois  Central  and  the  president  of  the  Xe\v_  Yplk  Central  had 
come  to  him  with  stories  abouf~Fhe  disagreement  between  t.hel 


Atlantic   port,   lines  and,  .the    Illinois   Central   as  to   the  measure 


of  the  differential  on  grain      He  said  he  had  preserved  an  ini 


partial  attitude,  only  to  learn  that  the  rate  was; 
' 


>v  anv  American   rarripr    hut-   hv  tho  Pannrtian   rail   and  water 


Ijneji. 

Mr.  Thorn,  in  his  argument,  said  that  where  active  and  fierce 
competition  is  the  predominant  characteristic  of  the  business  of 
through  railroads,  the  law  undoubtedly  meant  there  should  not 
be  common  directors  unless  there  were  reasons,  good  in  the  eyes 
of  the  Commission,  why  it  should  permit  common  directors. 

As  to  what  constituted  a  private  interest,  Mr.  Thorn  sug- 
gested minority  stockholders.  Mr.  Lovett  in  his  discussion  said 
that  he  would  have  to  disagree  with  Mr.  Thorn  on  that  point. 
His  idea  as  to  what  constituted  a  private  interest  was  the  in- 
terest of  a  shipper  in  its  relation  to  a  carrier.  He  said  that  it 
was  conceivable  that  a  man  having  stockholdings  in  a  railroad 
might  be  so  interested  as  a  shipper  that  he  could  not  serve  a 
carrier  as  a  director  in  the  best  interest  of  the  carrier.  Minority 
stockholders  and  their  interests,  he  pointed  out,  are  not  com- 
mitted to  the  care  of  the  Interstate  Commerce  Commission.  The 
recourse  of  the  minority  stockholders  when  they  deem  their  in- 
terests to  be  placed  in  jeopardy  is  to  the  courts,  therefore,  he 
said,  he  could  not  agree  with  Mr.  Thorn  at  all  with  his  definitions 
of  private  interests,  in  connection  with  the  prohibition  against 
interlocking  directorates. 

In  no  conceivable  circumstances,  Mr.  Thorn  said,  would  the 
Commission  have  the  right  to  inquire  about  the  character  of 
the  man  desiring  to  hold  a  dual  position.  Character  of  the  indi- 
vidual, he  said,  could  never  be  made  the  test.  The  only  test  the 
law  authorized,  he  said,  would  be  that  created  by  a  diversity  of 
interest  which  would  bring  about  a  conflict  in  the  fiduciary  duty 
or  obligation.  That  is  to  say,  if  two  roads  were  direct  and  pre- 
dominantly in  competition,  no  man  should  be  allowed  to  serve 
as  a  director  of  each  company  unless  it  was  shown  by  over- 
whelming testimony  that  the  man  should  be  allowed  to  serve 
on  the  two  boards. 

Commissioner  Meyer,  who  is  much  interested  in  the  pro- 
posed consolidation  of  railroads  under  the  mandate  of  the  law 
requiring  the  Commission  to  make  up  plans  for  bringing  about 
consolidations,  asked  Mr.  Thorn  many  questions  about  directors 
on  the  boards  of  railroads  in  competing  groups.  Mr.  Thorn 


Insisted  that  the  principle  would  be  the  same  ao  that  governing 
common  directors  on  individual  roads. 

Where  there  is  a  system  of  railroad*,  Mr.  Thorn  Bald,  there 
Is  a  presumption  in  favor  of  a  continuance  of  the  present  ar- 
rangement. In  fact  he  suggested  that,  to  prevent  confusion  at 
the  beginning  of  the  year,  It  Issue  a  blanket  order  permitting 
present  directors  or  the  successors  who  might  be  elected  at  the 
beginning  of  the  year  to  continue  in  office  until  the  further  order 
of  the  Commission.  He  said  that  such  an  order  would  be  In  the 
nature  of  the  relief  granted  railroads  when  the  long  and  short 
haul  provision  was  passed  In  1910. 

Where  there  in  no  system,  Mr.  Thorn  said,  the  presumption 
is  against  the  continuance  of  common  directors,  but  both  pre- 
sumptions are  rebuttable;  that  is,  the  presumption  In  neither 
case  can  stand  in  the  face  of  a  showing  that  a  continuance  of 
common  directors  militates  against  either  public  or  private 
interest. 

In  opening  the  discussion,  Director  Colston  said  the  law 
afforded  no  standard  or  guide  for  the  Commission  in  deciding  the 
questions  raised  by  the  prohibition  of  interlocking  directorates. 
Mr.  Thorn  disagreed  with  him.  The  latter  said  the  general  pur- 
pose of  the  law  to  regulate,  foster  and  promote  commerce  be- 
tween the  states  is  ample  rule  to  guide  the  Commission.  The 
principles  of  equity  should  be  applied  in  a  broad  but  not  in  a 
narrow  way.  They  govern  the  conduct  of  those  holding  fiduciary 
positions. 

In  the  matter  of  financial  dealings  of  the  railroads  with 
banking  houses  and  banks,  he  said  the  law  should  be  admin- 
istered in  a  practical  way  and  no  man  excluded  from  the  priv- 
ilege of  holding  directorships  in  two  or  more  companies,  except 
when  there  was  such  a  diversity  of  interest  as  to  make  it 
unthinkable  that  a  man  should  undertake  to  serve  in  two  com- 
panies. The  purpose  of  the  law,  he  said,  is  to  save  a  man  from 
being  exposed  to  temptation  through  the  holding  of  dual  fidu- 
ciary positions. 

"Congress  did  not  intend  to  make  the  Commission  the  judge 
of  the  fitness  of  a  man  to  serve  as  a  director,"  said  Mr.  Thorn. 
"That  is  for  the  stockholders  to  decide." 

S.  T.  Bledsoe  devoted  himself  to  the  question  of  the  extent 
of  the  Commission's  jurisdiction,  holding  that  the  Commission 
has  nothing  whatever  to  do  with  the  question  of  the  fitness  of 
the  individual,  but  solely  with  the  relations  between  the  com- 
panies. When  it  is  shown  that  the  relations  of  the  companies 
are  such  that  no  private  or  public  interest  will  be  prejudiced 
by  the  same  man  holding  a  place  on  the  board  of  directors,  the 
jurisdiction  of  the  Commission  is  exhausted,  he  said.  It  can 
inquire  to  satisfy  itself  that  there  is  no  such  conflict  of  interest 
as  would  result  in  hurt  to  the  public,  but  when  it  has  found 
there  is  none  it  is  through,  he  maintained. 

Newman  Erb,  president  of  the  Ann  Arbor,  wanted  the  Com- 
mission to  give  attention  to  the  works  of  syndicate  managers 
and  reorganization  committees.  They,  he  said,  reorganize  a 
railroad  and  then  put  in  self-perpetuating  boards  of  directors, 
indicating  that  that  was  what  had  been  done  in  the  case  of  the 
Minneapolis  &  St.  Louis.  Erb  also  criticized  voting  trusts, 
under  which  the  same  men  are  continued  on  the  boards  of 
certain  roads  year  after  year.  Commissioner  Potter  suggested 
that  the  part  of  the  law  under  discussion  does  not  deal  with 
such  things.  Mr.  Erb  retorted  that  if  it  did  not  it  should.  He 
said  the  Commission  could  stop  a  good  deal  of  that  kind  of 
work  by  its  supervision  of  the  issuance  of  securities. 

Erb's  reference  to  the  Minneapolis  &  St.  Louis  brought  to 
his  feet  M.  L.  Bell,  who  is  on  the  board  of  directors  of  the 
Rock  Island  and  the  Minneapolis  &  St.  Louis.  Speaking  in  the 
third  person,  he  said  that  if  Bell  was  to  be  placed  on  trial  for 
what  he  had  done  while  a  director  of  those  properties,  he  was 
present  and  ready  to  be  tried  now.  He  said  that  he  would  be 
glad  to  give  up  either  or  both  places,  but  he  did  not  think  it 
would  be  seemly  for  him  to  run  away  after  he  had  persuaded 
some  of  his  friends  to  invest  their  money  in  the  properties. 
He  said  he  considered  it  his  duty  to  carry  the  burden  and  try 
to  get  them  out  in  as  good  shape  as  they  were  when  they  went 
in,  largely  upon  his  solicitation  and  representation. 


INTERLOCKING  DIRECTORATES 

The  Commission  has  authorized  the  officers  of  the  Lake 
Terminal  Railroad  Company  to  continue  to  hold  their  positions 
with  the  McKeesport  Connecting  Railroad  Company  and  the 
Benwood  &  Wheeling  Connecting  Railway  Company.  It  has 
also  authorized  the  officers  of  the  Elwood,  Anderson  &  Lapelle 
Railroad  Company  to  hold  positions  with  the  McKeesport  Ter- 
minal Railroad  Company. 

The  Commission  has  authorized  the  common  officers  of  the 
Nevada  County  Narrow  Gauge  Railroad  Company  and  of  the 
Sacramento  Valley  &  Eastern  Railway  to  retain  their  positions. 
Similar  orders  have  been  issued  with  respect  to  officers  of  the 
Fordyce  &  Princeton  Railroad  Company  and  of  the  El  Dorado  & 
Wesson  Railway  Company  and  of  the  West  Virginia  Northern 
Railroad  Co.,  and  of  the  Cambria  &  Indiana  Railroad  Company. 
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SECTION  34,  MARINE  ACT 

The  Traffic  World  Washington  Bureau 

President  Harding  has  reached  the  same  conclusion  that 
President  Wilson  did  with  regard  to  the  enforcement  of  section. 
34  of  the  merchant  marine  act  directing  the  abrogation  of  com- 
mercial treaties  preventing  the  United  States  from  imposing  dis- 
criminating tonnage  dues  on  foreign  vessels  or  discriminating 
duties  on  imports.  He  has  decided  that  the  provision  can  not 
be  made  effective  and  he  will  explain  his  reasons  when  he  ad- 
dresses Congress  at  the  opening  session  in  December.  It  was 
indicated  at  the  White  House  in  connection  with  the  situation 
that  the  President  might  suggest  a  substitute  for  section  31 
when  Congress  is  asked  to  repeal  that  section.  President  Wilson 
declined  to  enforce  the  section  because  he  held  such  action  would 
be  a  violation  and  breach  of  the  treaties  and  also  that  it  was 
not  within  the  power  of  Congress  to  direct  abrogation  of  the 
treaties. 

The  advocates  of  section  34  of  the  merchant  marine  act, 
which  will  not  be  enforced  by  President  Harding,  desired  the 
thirty-two  commercial  treaties  it  would  have  affected  abrogated 
in  whole  or  in  part  so  that  the  United  States  would  have  been 
free  to  discriminate  in  favor  of  American  shipping  if  that  be- 
came necessary  to  establish  permanently  an  American  merchant 
marine  of  sufficient  size  to  handle  the  bulk  of  the  foreign  trade  of 
this  country.  It  has  been  pointed  out  that  resort  to  imposition  of 
discriminatory  duties  or  tonnage  dues  would  not  have  neces- 
sarily followed  enforcement  of  the  section.  The  idea  appears 
to  have  been  that  if  some  particular  nation  did  not  play  fair 
with  United  States  shipping  in  foreign  ports,  the  United  States 
could  retaliate  by  the  levying  of  discriminatory  duties  or  ton- 
nage dues  when  the  vessels  of  that  country  entered  or  attempted 
to  enter  a  port  of  the  United  States. 

Section  34  has  been  regarded  by  active  advocates  of  the  up- 
building of  an  American  merchant  marine  as  a  "twin  sister"  to 
section  28  under  which  export  and  import  railroad  rates  would 
apply  only  on  shipments  carried  to  and  from  the  United  States 
in  American  flag  vessels.  This  section,  on  advice  of  the  Ship- 
ping Board,  was  suspended  some  months  ago  by  the  Interstate 
Commerce  Commission  and  it  will  remain  inoperative  until  the 
Shipping  Board  advises  the  Commission  that  the  United  States 
has  adequate  tonnage  to  handle  exports  and  imports  at  a  par- 
ticular port  or  at  all  ports  of  the  United  States.  With  sections 
34  and  28,  it  has  been  contended,  the  United  States  could  effect- 
ively compete  with  foreign  vessels. 

The  Shipping  Board  is  making  a  thorough  study  of  section 
28  and  of  the  effect  it  would  have  if  applied.  Obviously,  the 
board  has  taken  into  consideration  other  factors  than  the  ques- 
tion of  available  American  tonnage  in  delaying  action  on  section 
28.  The  Shipping  Board  has  around  a  thousand  idle  steel  ves- 
sels and,  with  world  shipping  at  low  ebb,  it  is  pointed  out,  there 
are  enough  American  vessels  to  justify  enforcement  of  the  sec- 
tion at  this  moment,  provided  the  vessels  were  in  operation  in 
established  routes. 

"Whenever  the  board  is  of  the  opinion,  however,"  the  sec- 
tion reads  in  part,  "that  adequate  shipping  facilities  to  or  from 
any  port  in  a  possession  or  dependency  of  the  United  States  or 
a  foreign  country  are  not  afforded  by  the  vessels  so  documented 
(vessels  under  the  American  flag)  it  shall  certify  this  fact  to 
the  Interstate  Commerce  Commission,  and  the  Commission  may, 
by  order,  suspend  the  operation  of  the  provisions  of  this  section 
with  respect  to  the  rates,  fares  and  charges  for  the  transporta- 
tion by  rail  of  persons  and  property  transported  from,  or  to  'be 
transported,  to  such  ports,  for  such  length  of  time  and  under 
such  terms  and  conditions  as  it  may  prescribe  in  such  order,  or 
in  any  order  supplemental  thereto.  Such  suspension  of  opera- 
tion of  the  provisions  of  this  section  may  be  terminated  by  order 
of  the  Commission  whenever  the  board  is  of  the  opinion  that 
adequate  shipping  facilities  by  such  vessels  to  such  ports  are 
afforded  and  shall  so  certify  to  the  Commission." 

Senator  Ransdell  of  Louisiana,  president  of  the  National 
Merchant  Marine  Association,  in  a  recent  speech  in  New  York 
declared  the  Jones  act  had  been  a  law  for  a  year  and  a  half, 
"but  that  of  all  its  provisions  the  ones  that  remain  unenforced 
are  those  which  would  increase  our  share  of  our  carrying  trade 
and  decrease  the  share  of  our  foreign  rivals."  In  a  speech  in 
the  Senate  recently  Senator  Jones  of  Washington,  whose  name 
is  usually  carried  as  a  prefix  to  the  merchant  marine  act  of 
1920,  said  he  hoped  rumors  that  the  Harding  administration  did 
not  intend  to  enforce  this  or  that  provision  of  the  law  were  not 
true.  The  rumors  to  which  the  senator  referred  related  to  sec- 
tions 34  and  28.  The  position  of  the  administration  with  regard 
to  the  enforcement  of  section  34  is  now  known.  The  same  can- 
not be  definitely  said  with  regard  to  section  28.  Some  doubt 
exists  in  certain  quarters  favorable  to  section  28  as  to  whether 
the  section  will  ever  be  enforced.  Chairman  Lasker  of  the  Ship- 
ping Board  has  declared  that  the  board  would  enforce  section  28. 
In  a  speech  in  New  York  October  5,  after  referring  to  the 
provisions  of  sections  34  and  28,  and  also  to  the  provision  in  the 
law  that  American  mail  shall  be  carried  in  American  ships,  Mr. 
Lasker  said: 

"It  was  the  thought  and  hope  of  the  framers  of  the  Jones 
bill  that  the  application  of  these  three  major  and  several  other 


minor  provisions  would  render  American  tonnage  such  ex- 
traneous assistance  as  to  increase  their  earning  capacity,  so  as 
to  enable  our  merchant  marine  to  cope  with  foreign  competi- 
tion, in  spite  of  its  higher  original  cost  and  subsequent  greater 
costs  of  operations.  The  existence  of  these  laws  and  mandates 
in  the  Jones  act  are  only  the  forerunner  of  what  must  be  done  to 
bring  their  application  into  being.  Until  this  time  there  has  not 
existed,  as  is  well  known,  a  fully  constituted  Shipping  Board 
with  the  organization  to  study  the  applications  of  the  provisions 
of  the  Jones  act.  A  wrong  application  of  these  provisions,  in- 
stead of  building  an  American  merchant  marine,  may  destroy  it. 
The  right  application,  it  is  hoped,  will  insure  the  end  so  much  to 
be  desired." 

President  Harding  has  in  mind  a  substitute  for  section  34. 
What  that  substitute  is  is  not  known  at  this  time,  but  indications 
are  that  if  a  substitute  is  recommended  to  Congress  it  will  'be  in 
the  nature  of  a  subsidy  of  some  kind  for  American  ships.  The 
preferential  treatment  that  could  have  been  accorded  American 
shipping  under  section  34  and  that  may  be  accorded  under  sec- 
tion 28,  it  is  pointed  out,  would  in  effect  constitute  a  subsidy  at 
the  expense  of  foreign  shipping.  It  is  not  believed  that  Congress 
will  be  asked  to  vote  an  outright  subsidy  of  dollars  and  cents  to 
aid  the  American  merchant  marine,  but  it  is  suggested  that  a 
plan  might  be  worked  out  providing  for  an  indirect  subsidy  of 
some  sort. 

Section  34  of  the  merchant  marine  act  follows: 

That  in  the  judgment  of  Congress,  articles  or  provisions  in 
treaties  or  conventions  to  which  the  United  States  is  a  party,  which 
restrict  the  right  of  the  United  States  to  impose  discriminating 
customs  duties  on  imports  entering  the  United  States  in  foreign  ves- 
sels and  in  vessels  of  the  United  States,  and  which  also  restrict  the 
right  of  the  United  States  to  impose  discriminatory  tonnage  dues 
on  foreign  vessels  and  on  vessels  of  the  United  States  entering  the 
United  States  should  be  terminated,  and  the  President  is  hereby 
authorized  and  directed,  within  ninety  days  after  this  act  becomes 
law,  to  give  notice  to  the  several  governments,  respectively,  parties 
to  such  treaties  or  conventions,  that  so  much  thereof  as  imposes  any 
such  restriction  on  the  United  States  will  terminate  on  the  expira- 
tion of  such  periods  as  may  be  required  for  the  giving  of  such  notice 
by  the  provisions  of  such  treaties  or  convention. 


SALE  OF  SHIPPING  BOARD  VESSELS 

The  Traffic  World  Washington  Bureau 

"Now  is  the  time  to  buy  ships,"  said  Chairman  Lasker  of 
the  Shipping  Board,  November  29,  in  announcing  that  the  Ship- 
ping Board  would  receive  bids,  December  21,  on  28  cargo  ves- 
sels, 3  ocean-going  tugs,  and  4  steel  oil  barges.  Bids  on  the 
Northern  Pacific,  a  6,000-ton  steel  vessel,  will  be  received  De- 
cember 12. 

"The  Shipping  Board  is  ready  to  go  ahead  and  sell  ships 
at  world  prices,"  said  Chairman  Lasker.  "In  Great  Britain 
people  are  buying  ships  and  are  laying  them  aside  for  the  time 
when  business  revives.  We  will  sell  some  ships." 

Mr.  Lasker  said  he  based  his  prediction  on  inquiries  that 
had  been  made  by  prospective  purchasers. 

The  vessels  to  be  offered  for  sale  include  three  12,000  D.  W. 
T.  twin-screw  vessels,  the  South  Bend,  Marcia,  and  the  Edellyn; 
one  12,000  D.  W.  T.  twin  screw  Japanese  built  vessel,  the  East- 
ern Merchant;  nine  Japanese  and  Chinese  built  vessels — the 
Eastern  Trader,  12,975  tons;  the  East  Indian,  11,679  tons;  the 
Eastern  Shore,  11,054  tons;  the  Eastern  Light,  10,705  tons;  the 
Mandarin,  Cathay,  Oriental  and  Celestial,  each  10,200  tons;  and 
the  Eastern  Soldier,  10,625  tons;  two  6,000  D.  W.  T.  vessels,  the 
Chickamauga  and  Pinellas;  four  5,175  D.  W.  T.  cargo  vessels,  the 
Bethnor,  Macomet,  Mason  City  and  Maddequet;  four  5,075  D.  W. 
T.  cargo  vessels,  the  Tashmoo,  Toledo  Bridge,  Oronoke  and 
Suweid;  two  5,300  D.  W.  T.  vessels,  the  Absecon  and  the  Tucka- 
hoe;  one  5,000  D.  W.  T.  vessel,  the  Minooka;  one  5,210  D.  W.  T. 
vessel,  the  Delfina;  one  8,597  D.  W.  T.  vessel,  the  M.  J.  Scanlon. 

The  board  announced  that  bids  from  aliens  and  transfer  to 
foreign  registry  would  be  considered  in  the  case  of  the  Northern 
Pacific. 


BRITISH  OPPOSE  HAGUE  RULES 

Opposition  to  the  adoption  of  the  so-called  Hague  rules  as 
a  basis  for  amending  the  Harter  act,  which  has  assumed  con- 
siderable proportions  in  this  country,  is  also  developing  in  Eng- 
land. According  to  a  report  in  the  London  Times,  the  Baltic 
Exchange,  convened  recently  by  the  Federation  of  Corn  Trade 
Associations,  in  London,  passed  a  resolution  strongly  condemn- 
ing the  use  of  the  document  known  as  the  received-for-shipment 
bill  of  lading,  article  4  of  the  proposed  rules  in  its  entirety,  and 
paragraphs  4,  5,  6  and  7  of  article  3,  which,  according  to  the 
exchange,  "release  the  carrier  from  his  •  fair  and  equitable  re- 
sponsibility, throwing  the  burden  of  the  same  upon  the  shipper." 
T.  Wiles,  chairman  of  the  exchange,  said  that  the  grain  trade 
was  not  properly  represented  when  the  rules  were  drawn  up 
and  that  the  more  he  looked  into  them  the  more  he  realized 
how  dangerous  they  were  to  the  trade. 

"This  meeting,"  said  the  resolution  in  closing,  "is  of  the 
opinion  that  the  Hague  rules,  as  drafted,  are  not  in  the  interests 
either  of  shippers  or  importers,  and  are  not  of  a  fair  and  equita- 
ble character;  and  it  therefore  declines  to  accept  them  as  a 
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basi.s  wilh  regards  to  bills  of  lading.  Falling  an  agreement 
being  reached  between  cargo  owners  and  ship  owners,  It  IB 
preferable  to  await  legislation." 


PANAMA  CANAL  FIGURES 

In  the  fiscal  year  ended  June  30,  1921,  the  Panama  Canal  had 
gross  revenues  of  more  than  $27,000,000  and  gross  operating  ex- 
penses of  $24,500,000,  according  to  the  annual  report  of  Gover- 
nor J.  J.  Morrow.  Increased  Investment,  additions,  stock,  etc., 
were  estimated  at  $8,000,000.  Revenues  in  excess  of  expenses 
were  given  as  $2,750,000. 

Vessels  under  the  American  flag  carried  5,163,000  tons  of 
freight  through  the  canal  during  the  fiscal  year,  leading  the 
ships  of  all  other  nations  using  the  canal.  The  British  came 
second  with  3,738,250  tons;  Japan  third  with  758,600  tons,  and 
Norway  fourth  with  637,880  tons.  The  total  tonnage  moved 
through  the  canal  was  given  as  11,600,000  tons.  The  tonnage 
carried  by  the  American  vessels  exceeded  that  of  the  previous 
year  by  615,885  tons. 

"That  most  important  trade  route  served  by  the  canal,"  the 
governor  said,  "was  between  the  east  coast  of  the  United  States 
and  the  west  coast  of  South  America.  Others  of  the  principal 
routes  were  those  from  the  east  coast  of  the  United  States  to  the 
Far  East  and  between  the  west  coast  of  America  and  Europe." 

The  revenues  from  the  collection  of  tolls  are  constantly  in- 
creasing, according  to  the  report,  and  attention  also  is  directed  to 
the  fact  that  the  canal  affords  quick  service  for  American  ships 
from  coast  to  coast  and  in  the  world  trade  routes. 

Governor  Morrow  recommended  legislation  providing  for 
assessment  of  tolls  on  the  basis  of  the  Panama  Canal  rules.  Bills 
providing  for  that  basis  of  collection  are  pending  before  con- 
gressional committees. 


SHIPPING  BOARD  VESSELS  MOVED 

A  protest  by  Murray  Hurlbert,  dock  commissioner  of  New 
York  City,  against  the  removal  of  100  Shipping  Board  vessels 
from  their  moorings  in  Jamaica  Bay  to  winter  quarters  up  the 
Hudson  river,  has  brought  a  reply  from  Commissioner  O'Connor 
of  the  board  to  the  effect  that  the  change  was  made  because 
Jamaica  Bay  was  not  regarded  as  a  proper  place  for  the  vessels 
this  winter,  on  account  of  low  tide  and  possibility  of  ice  floes 
damaging  the  vessels.  The  board  has  under  consideration  the 
removal  of  about  60  ships  tied  up  at  New  Orleans  to  Mobile,  Ala., 
because  it  is  believed  the  vessels  will  be  safer  in  that  harbor 
than  at  New  Orleans. 


REPORT  ON  BILL  OF  LADING  CASE 

The  Traffic   World   Washington  Bureau 

Overruling  objections  to  its  jurisdiction  made  by  the  Ship- 
ping Board  and  ocean  carriers,  who  asserted  that  the  Commission 
had  no  power  over  carriers  by  water  in  foreign  trade,  and  deny- 
ing the  limitations  on  its  jurisdiction  asserted  by  eastern  car- 
riers, the  Commission,  in  a  report  on  further  hearing  in  No. 
4844,  has  prescribed  the  form  and  conditions  for  a  straight 
through  export  bill  of  lading.  It  has  also  indicated  how  order- 
notify  bill  forms  should  be  made  up.  It  has  adopted  rules  and 
regulations  constituting  parts  two  and  three  of  the  form  sub- 
mitted by  the  uniform  bill  of  lading  committee,  143  Liberty 
Street,  New  York,  as  modified  by  rules  and  regulations  con- 
stituting conditions  in  the  form  adopted  by  it  and  known  as 
Appendix  D. 

The  Commission  said  that  in  a  report  to  be  issued  shortly 
on  the  domestic  bill  of  lading  and  live  stock  contract  phase 
of  the  case,  it  would  make  rules  and  regulations  prescribing 
the  form  to  be  used  in  connection  with  shipments  to  adjacent 
foreign  countries,  including  transportation  in  connection  with 
common  carriers  by  water  in  foreign  commerce  whose  vessels 
are  registered  under  the  laws  of  the  United  States. 

In  general  form,  the  rules  and  regulations  approved  in  the 
report  of  the  Commission  are  those  agreed  on  in  various  con- 
ference held  with  the  railroads  and  the  steamship  people.  On 
account  of  questions  of  jurisdiction  the  Commission  proceeded 
on  the  assumption  that  it  would  be  better  to  have  rules  and 
regulations  to  which  ocean  carriers  assented  as  not  unreasonable, 
from  their  point  of  view,  even  while  denying  jurisdiction.  It 
proceeded  on  the  theory  that  it,  by  negotiation,  could  procure 
something  that  could  be  used,  while,  if  it  went  much  farther 
than  the  agreements  reached  in  the  conferences,  it  would  invite 
litigation  that  would  still  farther  delay  the  use  of  the  bill  con- 
taining rules  and  regulations  that  were  not  objectionable. 

The  domestic  form  bill  of  lading  report  is  expected  to  be 
made  not  later  than  the  close  of  business  December  3.  The 
order  in  the  export  bill  report  requires  the  carriers  to  publish 
the  form  in  tariffs  not  later  than  February  15,  and  the  under- 
standing is  that  that  will  be  the  date  for  making  the  domestic 
form  operative,  although  it  is  admitted  that  the  carriers  may 
not  be  able  to  get  it  ready  by  that  day. 


RATES  ON  IRON  ORE  AND  FUEL 

Tht  Traffic  World  Washington  Bureau 

A  formal  complaint  against  rates  on  fuel  to  lake  front  Iron 
furnaces  has  been  prepared  for  the  Donner,  Lackawanna  and 
other  steel  companies  which  have  blast  furnaces  at  Buffalo  and 
other  points  on  the  lower  Great  Lakes.  In  the  complaint,  that 
section  of  the  iron  and  steel  industry  which  received  no  benefit 
from  the  elimination  of  the  Ex  Parte  74  increase  on  Iron  ore,  askx 
not  only  for  a  reduction  in  rates  on  fuel,  so  as  to  restore  the 
relationship  that  existed  prior  to  the  elimination  of  the  40  per 
cent  increase,  but  also  the  fixing  of  minimum  rates  on  iron  ore. 
They  ask  minimum  rates,  so  that  the  carriers  may  not  again 
produce  such  a  maladjustment  as  the  complainants  claim  came 
into  existence  when  the  40  per  cent  advance  was  wiped  out. 

Preparation  and  filing  of  this  complaint  against  rates  on 
coal  and  coke  and  the  request  to  establish  minimum  rates  on 
iron  ore  were  decided  upon  as  soon  as  the  eastern  carriers  an- 
nounced, November  25,  that  they  had  decided  to  extend  the 
low  rates  on  ore  from  December  31,  their  expiration  date,  to 
the  end  of  March.  At  the  same  time  they  said  they  had  decided 
not  to  make  any  reductions  in  rates  on  fuel.  The  announcement 
was  doubly  offensive  to  the  lake  front  people,  because  the  east- 
ern carriers  not  only  refused  to  give  them  relief  on  fuel,  but 
decided  to  continue  the  low  rates  on  ore  which  caused  what  the 
lake  front  complainants  contend  is  the  worst  possible  adjust- 
ment that  could  be  imagined. 

The  complaint,  if  pressed,  as  there  is  reason  to  believe  It 
will  be,  probably  will  create  a  fight  in  the  iron  and  steel  in- 
dustry. The  interior  blast-furnace  interests  are  expected  to 
contend  that  it  was  not  good  strategy  for  the  lake  front  people 
to  ask  for  minimum  rates  on  ore,  because  that  petition,  if 
granted,  will  tend  to  ossify  the  ore  rates  and  prevent  any  future 
reduction.  The  lake  front  people  contend  that  they  have  been 
so  severely  injured  that  they  have  been  forced,  not  only  to  fight 
for  reductions  in  rates  on  fuel,  but  for  the  establishment  of 
minimum  rates  on  Iron  ore  so  as  to  prevent  the  recurrence  of 
a  situation  such  as  the  present. 

Eastern  railroads  have  filed  applications  for  sixth  section 
permission  to  extend  the  ore  tariffs,  that  otherwise  would  expire 
by  limitation  on  December  31,  to  the  end  of  March.  At  the 
time  the  applications  were  filed,  there  was  no  doubt  about  the 
ability  of  the  eastern  railroads  to  carry  out  their  program,  be- 
cause, apparently,  the  lake  front  furnace  men  were  not  of  a 
mind  to  protest  an  extension  of  the  low  rates  which  they  were 
claiming,  in  their  formal  complaint,  caused  acute  discriminations 
against  them. 

The  railroads,  in  their  conferences  with  the  lake  front  blast- 
furnace people,  denied  the  existence  of  any  relationship  between 
the  rates  on  ore  and  those  on  fuel.  Relationship  of  rates,  usually, 
is  understood  to  mean  a  relationship  of  rates  covering  either 
the  same,  or  competitive  commodities.  Fuel  and  ore  are  not 
competitive.  But  the  cost  of  assembling  the  raw  materials 
needed  in  the  production  of  pig  iron  for  years  was  recognized 
as  one  of  the  factors  to  be  recognized  by  the  railroads  in  making 
rates  on  that  commodity.  They  had  a  system  of  assembling 
rates  which  looked  peculiar  to  the  man  who  looked  only  at 
figures  and  made  no  effort  to  find  out  why  the  rate  on  coke, 
from  a  given  point  of  origin  to  two  blast-furnace  points  about 
equally  distant,  could  vary  so  widely.  The  answer  was  that 
the  rates  on  coke  were  made  so  that  the  two  blast-furnace  points 
would  have  to  pay  about  the  same  amount  of  money  to  the 
railroads  on  the  materials  needed  to  make  a  ton  of  pig  iron. 
The  Commission,  however,  eight  or  nine  years  ago,  condemned 
that  kind  of  rate-making. 

The  request  of  the  lake  front  furnace  men  for  minimum 
rates  on  ore  may  make  it  necessary  for  the  Commission  to  go 
into  the  question  of  rates  adjusted  on  such  a  basis.  The  ques- 
tion is  not  immediately  involved  in  the  complaint  of  the  lake 
front  people.  There  are,  however,  furnaces  at  points  midway 
between  the  lake  fronts  and  the  Pittsburgh  and  Wheeling  dis- 
tricts to  which  the  question  of  assembling  costs  is  not  so  simple 
as  to  furnaces  in  the  two  sharply  competing  districts.  They 
are  expected  to  Intervene  in  the  case,  and  in  that  way  force  to 
the  front  consideration  of  the  problem  how  they  may  all  be 
given  rates  upon  which  they  can  compete  with  their  products  in 
the  markets  of  consumption. 


N.  Y.  C.  &  ST.    L.   BONDS 

The  New  York,  Chicago  &  St.  Louis  has  applied  to  the  Com- 
mission for  authority  to  issue  its  second  and  improvement  mort- 
gage 6  per  cent  gold  bonds,  series  A,  in  the  aggregate  amount 
of  $1,008,000,  and  to  issue  $3,027,000  of  series  B  bonds  of  the 
same  class.  The  company  also  asks  authority  to  pledge  all  or 
any  part  of  the  bonds  as  collateral  security  for  a  note  or  notes 
as  may  be  issued  from  time  to  time  by  the  company,  when  such 
bonds  may  not  be  pledged  with  the  Director-General  of  Rail- 
roads. Specific  authority  is  requested  to  pledge  the  issue  of 
$1,008,000  of  bonds  with  the  Director-General  as  collateral  secur- 
ity for  a  note  evidencing  the  carrier's  indebtedness  to  the  gov- 
ernment for  additions  and  betterments  during  federal  control. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

{Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION   OF  COMMON   CARRIERS 

Railroad  Commissioners   May  Not  Grant  Authority  Not  Granted 

by  Law  or  Corporate  Charter: 

(Supreme  Court  of  Florida.)  Authority  not  granted  by  a 
corporate  charter  or  by  the  law  cannot  be  conferred  by  an  order 
of  the  Railroad  Commissioners. — State  ex  rel.  Burr  et  al.,  R.  R. 
Com'rs,  vs.  Jacksonville  Terminal  Co.  et  al.,  89  Southern  Rept, 

p.  641. 
Powers  of  Railroad  Commission: 

(Supreme  Court  of  Georgia.)  Upon  request  of  counsel  for 
plaintiff  in  error  the  decision  of  this  court  in  the  case  of  Georgia 
Railway  &  Power  Co.  vs.  Railroad  Commission  of  Georgia,  149 
Ga.  1,  98  S.  E.  696,  5  A.  L.  R.  1,  has  been  reviewed,  and  after 
consideration  of  the  ruling  made,  it  appears  that  the  requisite 
number  of  the  judges  now  presiding  are  not  in  favor  of  revers- 
ing the  decision  so  reviewed,  and  therefore  the  ruling  there  made 
stands  unchanged.  This  ruling  controls  adversely  to  the  plaintiff 
in  error  the  issues  presented  here.  But  the  court  is  further  of 
the  opinion  that,  independently  of  the  ruling  made  in  the  case 
referred  to,  the  Georgia  Railway  &  Power  Company  was  without 
authority  to  fix  the  rate  which  the  plaintiffs  in  the  court  below 
sought  to  have  enjoined,  and  that  consequently  the  court  did  not 
err  in  granting  the  interlocutory  injunction. — Georgia  Ry.  & 
Power  Co.  et  al.  vs.  Town  of  Decatur,  198  S.  E.  Rept.,  p.  615. 
Indictment  for  Falsifying  Accounts  of  Interstate  Carrier  Held 

Sufficient: 

(Circuit  Court  of  Appeals,  Fourth  Circuit.)  An  indictment 
under  Interstate  Commerce  Act.  Feb.  4,  1887,  par.  20,  par  7, 
(Comp.  St.  par.  8592),  for  falsifying  the  records  of  an  interstate 
carrier,  need  not  charge  that  such  records  were  records  pre- 
scribed by  the  Interstate  Commerce  Commission.— Kennedy  vs. 
United  States,  275  Federal  Reporter,  p.  182. 
Evidence  Held  to  Sustain  Conviction  for  Falsifying  Records  of 

Carrier: 

Uncontradicted  evidence,  including  that  of  defendant,  held 
to  sustain  a  charge  under  Interstate  Commerce  Act,  Feb.  4,  1887, 
par.  20,  par.  7  (Comp.  St.  par.  8592),  of  wilfully  failing  or 
neglecting  to  make  full,  true,  and  correct  entries  in  the  accounts 
and  records  of  an  interstate  carrier  of  facts  appertaining  to  the 
carrier's  business. — Ibid. 
Memoranda  Kept  by  Clerk  Held  Part  of  Carrier's  Records: 

Memoranda  kept  by  the  car  clerk  of  a  railroad  company, 
devised  by  him  as  a  part  of  the  system  of  his  office,  held  records 
of  the  company. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF,  OR  INJURY  TO  GOODS 

Carrier  Held  Liable  for  Negligent  Handling  of  Shipment: 

(Supreme  Court  of  Iowa.)  Where  notice  of  damage  to  ship- 
ment of  grapes  was  in  all  respects  sufficient  to  apprise  defend- 
ant Director  General  of  Railroads  of  the  loss,  the  notice  is  not 
insufficient  because  captioned  to  the  railroad  company,  since 
General  Order  50,  which  was  passed  after  the  notice  was  given, 
relating  to  actions  against  the  Director  General,  had  no  applica- 
tion.—Bolatti  vs.  Wabash  Ry.  Co.  et  al.,  184  N.  W.  Rept.,  p.  641. 
Notice  of  Damage  to  Shipment  Sufficient,  Though  Not  Directed 

to  Director  General: 

In  an  action  for  damages  to  a  shipment  of  grapes,  held,  un- 
der the  evidence  relating  to  the  negligent  handling  by  terminal 
carrier,  that  court's  action  in  directing  a  verdict  for  defendant 
was  error.- — Ibid. 
Carrier  Held    Liable  for  Loss  of  Baggage  by   Fire  Which    Loss 

Could  Have  Been  Prevented: 

(Supreme  Court  of  Arkansas.)  In  an  action  by  a  traveler 
against  a  railroad  company  for  the  loss  of  a  suitcase  and  con- 
tents, checked  in  defendant's  parcel  room  and  destroyed  by  fire, 
evidence  held  to  sustain  a  finding  that  defendant  could,  by  the 
exercise  of  ordinary  care,  have  prevented  the  loss. — Missouri 
Pacific  R.  Co.  vs.  Fukua,  233  S.  W.  Rept,  p.  926. 

A  contract  under  which  a  traveler  checked  a  suitcase  in  the 
parcel  room  of  a  railroad,  providing  that  "the  carrier  will  not 
be  responsible  for  loss,  damage,  or  detention  of  articles,  left  In 


storage  for  any  amount  in  excess  of  $25,"   held  broad  enough 
to   cover   liability   on   any   account,   including   negligence. — Ibid. 

A  warehouseman  may  limit  his  liability  to  an  agreed  value 
of  the  article  received,  where  the  rate  charged  was  based  on 
the  value  of  the  article. — Ibid. 

TELEGRAPHS  AND  TELEPHONES 
Damages  for  Mental  Suffering  Due  to  Failure  to  Deliver  Message 

Held  Too  Remote: 

(Court  of  Civil  Appeals  of  Texas.)  Under  Supreme  Court 
rule  71-a  (145  S.  W.  vii)  and  Vernon's  Sayles'  Ann.  Civ.  St. 
1914,  art.  1612,  assignments  of  error  need  not  have  been  embod- 
ied in  motion  for  new  trial. — Western  Union  Telegraph  Co.  vs. 
Waller,  233  S.  W.  Rept.,  p.  1026. 

Telegraph  company,  which  failed  to  deliver  to  husband  step- 
daughter's message  that  wife  was  in  a  dangerous  condition 
from  blood  poisoning,  and  that  he  should  wire  money  imme- 
diately, and  other  telegram  sent  on  following  day  that  wife's 
condition  was  very  critical,  and  that  he  should  come  at  once, 
was  not  liable  to  husband  for  mental  pain  and  suffering  sus- 
tained on  receipt  of  telegram  that  wife  had  died,  because  he 
was  prevented  from  furnishing  wife  and  daughter  financial 
assistance,  and  from  wiring  wife  that  he  had  received  messages 
and  was  going  to  her  on  the  first  train,  and  delay  in  the  prep- 
aration of  wife's  body  for  burial,  such  damages  being  too  remote, 
contingent,  uncertain,  and  speculative. — Ibid. 

In  husband's  action  against  telegraph  company  for  negligent 
failure  to  deliver  telegrams  informing  him  of  wife's  illness, 
admission  of  evidence  that  the  wife,  prior  to  her  death,  kept 
calling  for  the  husband,  and  had  been  very  much  worried  on 
being  told  that  no  response  had  been  received  from  him  in  reply 
to  the  telegram,  held  error. — Ibid. 

BILLS   OF    LADING 

(Supreme  Court  of  Appeals  of  West  Virginia.)  A  party  dis- 
counting a  sight  draft  and  receiving  therewith  a  bill  of  lading 
for  the  goods,  against  the  purchase  price  of  which  the  draft  is 
drawn,  acquires  a  special  property  in  such  goods,  and  has  a 
complete  right  to  have  them  held  as  security  for  the  payment 
of  the  draft. — Old  Nat.  Bank  of  Waupaca  vs.  People's  Bank  of 
Harrisville,  108  S.  E.  Rept.,  p.  716. 

A  bank  which  discounts  a  draft  with  bill  of  lading  attached 
is  not,  in  the  absence  of  bad  faith,  answerable  to  the  drawee 
for  the  performance  of  the  consignor's  contract. — Ibid. 

A  consignee  of  goods,  who  is  required  to  pay  for  the  same 
before  delivery,  is  entitled  to  inspect  the  goods  before  receiving 
the  same  and  paying  therefor.  He  may  waive  this  right,  how- 
ever, by  paying  for  the  goods  and  receiving  them  before  such 
inspection,  and,  in  case  he  does  so,  he  cannot,  upon  later  decid- 
ing to  reject  the  goods,  require  payment  of  his  money  to  him 
from  a  bank  who  is  the  assignee  in  good  faith  of  a  draft  for 
the  purchase  money  waybill  of  lading  attached.  His  remedy, 
after  paying  the  draft  and  receiving  the  goods,  is  an  action 
against  the  seller  for  damages. — Ibid. 

A  bank  which  discounts  a  sight  draft  for  the  purchase  price 
of  goods,  with  a  bill  of  lading  attached,  is  entitled  to  recover 
the  amount  of  such  draft  from  a  correspondent  bank  to  which 
it  is  sent  for  collection,  where  it  is  shown  that  such  correspond- 
ent bank  delivers  such  draft  and  bill  of  lading  to  the  consignee 
upon  deposit  with  it  of  the  amount  of  the  draft,  who,  in  turn, 
surrenders  such  bill  of  lading  to  the  carrier  and  receives  the 
goods,  even  though  it  appear  that  the  correspondent  bank  de- 
livered the  bill  of  lading  with  the  understanding  that  the  con- 
signee might  have  his  money  back  if  he  determined  to  reject 
the  goods.  Such  correspondent  bank  has  no  authority  to  de- 
liver such  bill  of  lading  upon  such  conditions,  unless  it  is  spe- 
cifically authorized  to  do  so  by  the  assignee  bank. — Ibid. 

DELAY   IN   TRANSPORTATION    OR   DELIVERY 
Liability  of  Carrier  for  Delay  in  Transportation   of  Dog's  Head 

to    Laboratory  for   Examination: 

(Supreme  Court  of  Arkansas.)  Damages  which  might  rea- 
sonably have  been  expected  to  follow  from  a  breach  of  a  con- 
tract may  be  recovered  for  such  breach,  and  in  determining 
what  might  reasonably  have  been  contemplated,  the  nature  and 
purpose  of  the  contract,  and  the  attending  circumstances  known 
to  the  parties  at  the  time  the  contract  was  executed,  may  be 
considered. — Miles  et  al.  vs.  American  Ry.  Express  Co.,  233  S.  W. 
Rept,  p.  930. 

Where  the  head  of  a  dog  which  had  bitten  a  child  was  so 
delayed  in  transportation  to  a  laboratory  for  microscopic  exam- 
ination that  it  decomposed  before  delivery,  rendering  an  exam- 
ination impossible,  the  carrier,  which  had  notice  of  the  facts, 
was  liable  for  the  expense  of  giving  the  Pasteur  treatment,  since 
it  might  have  anticipated  such  a  precaution  in  the  event  of 
such  delay. — Ibid. 

Parent  suing  express  company  for  negligent  delay  in  delivery 
to  laboratory  of  head  of  dog  by  whom  child  had  been  bitten, 
making  examination  for  rabies  impossible,  could  not  recover 
for  physical  suffering  endured  by  child  in  taking  the  Pasteur 
treatment. — Ibid. 

Parent  of  child  bitten  by  dog,  suing  carrier  for  failure  to 
deliver  head  of  dog  to  laboratory  until  so  decomposed  as  to 
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prevent  a  successful  examination  for  rabies,  could  not  recover 
damages  for  mental  suffering,  since  damages  cannot  be  recov- 
ered lor  mental  suffering  unaccompanied  by  physical  injury. — 
Ibid. 

Parent  of  child  bitten  by  a  dog,  suing  express  company  for 
negligent  delay  in  delivery  of  the  dog's  head  to  laboratory  for 
examination  for  rabies,  requiring  the  child  to  undergo  the 
Pasteur  treatment,  could  not 'recover  punitive  damages  from 
i In'  express  company  In  the  absence  of  facts  from  which  malice 
might  be  inferred. — Ibid. 

CARRIAGE  OF  LIVE  STOCK 

(Kansas  City  Court  of  Appeals,  Missouri.)  A  contract  en- 
i cred  into  by  a  station  agent  in  behalf  of  his  company  with  a 
shipper  to  furnish  cattle  cars  held  good. — Thee  et  al.  vs.  Wabash 
!;>  Co.,  233  S.  W.  Kept.,  p.  959. 

Where  a  station  agent's  oral  contract  with  a  stock  shipper 
to  furnish  cars  was  breached  by  the  carrier,  and  the  shipper 
subsequently  entered  into  a  written  contract  for  shipment 
whereby  he  released  all  claims  by  reason  of  any  prior  verbal 
contract,  held,  that  such  release  did  not  affect  the  cause  of  action 
on  the  oral  contract,  that  being  a  different  contract,  upon  which  ' 
a  right  of  action  had  already  accrued. — Ibid. 

All  live  stock  contracts  must  be  construed  liberally  in  favor 
of  the  shipper  against  the  carrier. — Ibid. 

In  a  suit  by  a  live  stock  shipper  against  a  carrier  for  breach 
of  an  oral  agreement  to  furnish  cars,  failure  to  instruct  as  to 
the  meaning  of  the  term  "oral  contract"  held  not  error. — Ibid. 

Where  there  is  ample  evidence  to  sustain  a  verdict  for 
plaintiff,  and  the  jury  has  passed  upon  it,  the  finding  will  not 
be  disturbed  on  appeal. — Ibid. 

NEW  ENGLAND  DIVISIONS 

The  Traffic  World  Washington  Bureau 

Reargument  of  the  New  England  division  case,  No.  1175G. 
Bangor  &  Aroostook  vs.  Aberdeen  &  Rockfish  et  al.,  was  held 
November  29,  on  the  application  of  the  complainants,  who  alleged 
that  the  Commission  did  not  understand  their  demand  or  request 
when  it  had  held  that  it  had  not  the  power  to  make  a  division 
of  the  rates  "as  a  whole,"  as  between  the  railroads  in  New  Eng- 
land, considered  as  a  group,  and  the  railroads  outside  of  New 
England,  also  considered  as  a  single  group  or  as  three  groups 
if  the  Commission  desired  to  regard  them  as  such. 

In  behalf  of  the  New  England  lines,  Charles  P.  Choatft,  Jr., 
contended  that  the  divisions,  when  established,  some  of  them 
as  long  as  fifty  years  ago,  were  presumed  to  be  reasonable.  With 
that  as  a  jumping  off  place,  he  said,  the  only  duty  upon  the 
Commission  was  to  ascertain  if,  since  the  establishment  of  the 
divisions,  the  New  England  railroads  had  been  subjected  to  ex- 
ceptional burdens  in  the  way  of  operating  expenses.  He  inti- 
mated that  it  was  ironical,  in  the  extreme,  for  the  Commission 
to  have  quoted  the  New  England  case,  in  which  it  prescribed 
the  Anderson  scale,  as  the  one  which  supported  it  in  its  conclu- 
sion that  the  New  England  carriers  were  not  entitled  to  an 
award  of  higher  divisions  from  tneir  connections  beyond  the 
Hudson,  when,  as  he  said,  the  report  in  that  case  is  filled  witb 
references  to  the  peculiar  burdens  to  which  the  seven  typical 
New  England  roads  are  subjected.  He  said  the  Boston  &  Albany, 
and  the  extensions  of  the  two  Canadian  roads  that  do  business 
in  New  England,  were  omitted  from  the  complaint  for  the  reason 
that  there  is  no  question  of  divisions,  as  between  themselves  on 
the  one  hand  and  their  parent  companies  on  the  other. 

Henry  Wolfe  Bikle,  for  the  Eastern  Trunk  Lines,  and  J.  C. 
Bills  for  the  Central  Freight  Association  lines,  particularly 
those  doing  business  in  the  southern  peninsula  of  Michigan,  said 
that  it  was  absurd  for  the  New  England  roads  to  pick  out  a 
few  divisions,  designate  them  as  typical,  and  then  claim  that 
they  had  shown  the  Commission  enough  to  warrant  it  saying 
that  the  roads  west  of  the  Hudson  River  should  contribute  to 
the  support  of  the  New  England  carriers  a  certain  percentage 
or  even  an  arbitrary  amount.  He  said  that  it  was  absurd  to 
think  that  a  just  decision  would  be  made  if  the  Commission  said 
that  the  Erie,  for  instance,  should  contribute  as  much  as  the 
New  York  Central,  or  the  Pere  Marquette  as  much  as  some  of 
the  eastern  trunk  lines.  The  Michigan  roads,  he  said,  were  able 
to  show,  by  their  testimony  that  each  of  the  burdens  exhibited 
by  the  New  England  roads  as  peculiar  to  themselves  was  dupli- 
cated in  the  peninsula  of  Michigan,  and,  in  some  instances,  the 
burden  was  a  good  deal  heavier  in  comparison  with  the  ability 
to  bear  it. 

G.  &  N.  W.  BONDS 

Authority  to  issue  $75,000  of  6  per  cent  first  mortgage  gold 
bonds  has  been  requested  by  the  Gainesville  &  Northwestern 
Railroad  Co.  in  an  application  filed  with  the  Commission.  The 
purpose  of  the  issue  is  to  enable  the  carrier  to  meet  maturing 
obligations. 


Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  it  a  member  of  our  legal  department, 
will  give  hit  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  Interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  In  •  legal  opinion,  for  Instance — may  obtain  this  kind  of 
private  se-vice  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  ta>  us  unwise  to  answer  or  that  involvea  • 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 


Address  Questions  and  Answers  Department, 
Trsfflc  Ssrvlcs  Corporation,  Colorado  Building,  Wash! 
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D.   M.  &  N.  BONDS 

The  Duluth,  Missabe  &  Northern  in  an  application  filed  with 
the  Commission  has  asked  authority  to  issue  $1,174,000  of  general 
mortgage  5  per  cent  gold  bonds  for  the  purpose  of  refunding 
its  first  division  bonds  of  like  amount. 


Freight  Charges — Liability  of  Consignor  for 

Illinois. — Question:  Referring  to  issue  of  The  Traffic  World, 
November  12,  1921,  page  1018,  under  caption.  Freight — Liability 
of  Consignor  for — In  reply  to  "Indiana,"  I  beg  to  Inquire  if  you 
have  taken  into  consideration  the  case  of  Yazoo  &  M.  V.  R. 
Co.  vs.  Zemurray,  Circuit  Court  of  Appeals,  Fifth  District,  Jan- 
uary 16,  1917,  No.  2909? 

In  that  case  Judge  Pardee  made  a  ruling  that  may  have  some 
connection  with,  or  influence  upon,  the  adjustment  of  such 
cases  as  you  refer  to  in  your  article  mentioned.  If  so,  I  believe 
it  will  be  of  great  value  and  information  if  you  should  find  that 
decision  in  any  way  influences  your  expressed  opinion. 

The  subject  is  one  that  engages  the  best  thought  and  comes 
up  so  frequently  we  all  want  light  upon  it,  and  will  appreciate 
your  own  views. 

Answer:  In  our  answer  to  "Indiana"  you  will  observe  is 
the  following  statement:  "There  are,  however,  some  decisions 
which  hold  that,  where  the  carrier  has  elected  to  collect  a  part 
of  the  freight  charges  from  the  consignee,  he  cannot  change  his 
base  and  proceed  against  the  consignee  (should  be  consignor), 
who  was  only  technically  liable."  This  statement  is  based  upon 
the  Zemurray  case. 

The  decisions,  as  our  answer  indicates,  are  not  entirely  uni- 
form in  their  holdings  as  to  which  party  is  primarily  liable 
for  the  payment  of  all  or  any  part  of  the  freight  charges,  after 
delivery  of  the  shipment  has  been  made,  but  in  general  hold 
that  the  consignor,  as  the  party  with  whom  the  contract  was 
made,  may  be  held  liable  in  any  instance,  while  the  consignee, 
after  acceptance  of  the  goods,  is  also  liable  for  the  freight 
charges.  It,  therefore,  seems  to  follow  that  the  carrier  may 
elect  from  which  party  to  collect  the  charges,  and  this  election 
will,  as  a  rule,  be  governed  by  the  financial  status  of  the  parties, 
or  their  availability  to  suit. 

Storage  Charges — Liability  of  Consignor  for 

Pennsylvania. — Question:  We  forwarded  an  order  bill  of 
lading  a  consignment  of  car  wheels,  which  arrived  at  destina- 
tion on  September  22;  consignee  was  notified  by  postal  card 
notice  on  September  23,  also  on  October  17,  and  as  the  party 
notified  refused  to  accept  shipment  or  answer  such  notice,  ship- 
ment was  consigned  to  public  storage  warehouse  on  October  25. 

Three  days  later  we  received  notice  that  this  shipment  was 
on  hand  in  public  storage  at  risk  and  expense  of  owner.  Imme- 
diately we  forwarded  the  ordinal  indorsed  bill  of  lading  with 
instructions  to  return  shipment  to  our  works,  at  the  same  time 
advising  that  we  would  not  be  liable  for  storage  or  other  charges 
excepting  the  legal  freight  charges — in  and  out  bound  on  ship- 
ment. We  have  now  been  presented  with  a  freight  bill,  including 
storage  charges  $28.11  and  cartage  charges  $4.00,  for  which  we 
do  not  feel  liable.  Please  advise  if  we  are  liable  for  these 
charges  and,  if  possible,  recite  a  previous  case  covering  the 
situation. 

Answer:  You  do  not  state  whether  the  shipment  in  question 
was  a  carload  or  a  less  than  carload  consignment.  We  assume 
that  it  was  a  less  than  carload  shipment.  However,  both  the 
Demurrage  and  the  Storage  Rules  contain  a  provision  to  the 
effect  that  notice  of  refused  or  unclaimed  shipments  shall  be 
sent  the  consignor,  when  known,  within  a  stated  period  of  time, 
and  that  in  case  of  failure  by  the  carrier  to  send  or  give 
notice  in  accordance  with  this  provision,  no  storage  or  demurrage 
charges  will  be  assessed  between  the  date  on  which  the  notice 
should  have  been  given  and  the  date  on  which  it  was  actually 
sent  or  given. 

Under  the  Storage  Rules  notice  should  be  immediately  sent 
or  given  consignor  of  the  refusal  of  less  than  carload  shipments. 
Unclaimed  less  than  carload  shipments  are  treated  as  refused 
after  fifteen  calander  days  from  expiration  of  free  time. 

You,  therefore,  are  not  liable  for  the  storage  charges 
accruing  between  the  time  notice  should  have  been  sent,  de- 
pending upon  whether  the  shipment  was  refused  or  unclaimed, 
and  the  time  notice  was  sent. 

Overcharge — Refund  of,  by  Carrier 

Montana.— Question:  It  is  my  recollection  that  you  have  pub- 
lished sometime  in  the  past,  an  article  covering  a  ruling  of  the 
Interstate  Commerce  Commission,  in  regard  to  the  payment  of 


1156 


THE     TRAFFIC     WORLD 


Vol.  XXVIII,  No.  23 


overcharge  claims  after  the  time  limit  for  collection  through 
the  courts  has  expired,  to  the  effect  that  "when  it  has  been 
shown  that  a  shipment  has  been  overcharged,  even  though  the 
time  limit  for  collection  through  the  courts  has  expired,  such 
claims  should  be  paid." 

Can  you  advise  reference  to  this  article  or  quote  any  ruling 
the  Commission  may  have  made  on  this  subject? 

Answer:  We  are  not  aware  of  the  opinion  of  the  Commis- 
sion to  which  you  refer. 

A  statute  of  limitation  when  pleaded,  in  an  action  at  law, 
is  always  a  bar  to  recovery,  but  there  is  no  ruling  of  the  Com- 
mission, so  far  as  we  know,  which  prohibits  the  payment,  by  a 
carrier,  of  an  overcharge,  even  though  barred  by  the  statute. 
In  fact,  in  the  case  of  Corporation  Commission  of  Oklahoma 
vs.  K.  C.  M.  &  O.  Ry.  Co.,  32  I.  C.  C.  384,  the  Commission 
said:  "The  complainant  asks  reparation  to  the  basis  of  75  cents 
per  100  pounds,  or  in  the  sum  of  $1,863.60,  which  includes  the 
overcharge  referred  to  and  an  admitted  overcharge  in  weight 
between  Altus  and  Burkburnett.  The  cause  of  action  on  account 
of  these  overcharges,  which  aggregate  $128.61,  accrued  more 
than  two  years  before  complaint  for  recovery  was  filed  with 
this  Commission,  and  hence,  under  section  16  of  the  commerce 
act,  it  .does  not  lie  with  us  to  afford  relief  by  an  order  for 
reparation.  It  does  not  follow,  however,  that  the  defendants 
are  on  this  account  relieved  from  their  obligations  and  duties, 
as  prescribed  in  section  6  of  the  act,  to  adhere  to  their  estab- 
lished tariffs  by  neither  collecting  nor  retaining  rates  that  are 
more  or  less  or  different  than  the  rates  therein  contained." 

West  Virginia. — Question:  We  had  a  shipment  billed  to 
C.  H.  Smith,  Jacksonville,  Fla.,  and  routed  via  M.  &  M.  T.  Com- 
pany. Some  time  later  the  customer  found  the  material  in  a  dam- 
aged condition  at  the  G.  S.  &  F.  depot,  Jacksonville,  marked 
C.  G.  Smith  and  consignee  refused  to  accept  the  consignment. 

In  the  meantime  we  had  claim  filed  for  loss  but  offered  to 
recondition  the  material  if  it  was  returned  to  the  factory  free  of 
charge.  The  railroad  company  claims  that  non-delivery  was  due 
tour  our  improper  marking  of  the  bundles  while  we  contend  if 
the  shipment  had  moved  via  the  route  shown  on  the  bill  of  lading 
the  consignee  would  have  been  on  the  lookout  for  it  at  the  M.  & 
M.  T.  Dock  and  could  have  accepted  the  material  when  it  arrived. 
Will  you  please  advise  who  is  responsible  for  this  claim? 

Answer:  Apparently  the  damaged  condition  of  the  shipment, 
and  not  the  misrouting  of  it  on  the  part  of  the  carrier,  was 
the  real  reason  for  the  refusal  of  the  shipment  by  the  consignee. 
However,  the  owner  may  not  refuse  a  damaged  shipment  and 
hold  the  carrier  liable  for  the  full  value  of  the  shipment,  unless 
the  character  of  the  shipment  is,  by  the  negligence  of  the  shipper, 
so  changed  that  it  cannot  be  applied  to  the  ordinary  use  of  such 
property  and  is  therefore  practically  worthless  to  him.  There- 
fore, unless  the  shipment  is  worthless,  the  liability  of  the  carrier 
is  limited  to  the  actual  damaged  sustained  by  reason  of  its  negli- 
gence. 

Jurisdiction  of  the  Interstate  Commerce  Commission 
Maryland. — Question:  Please  advise  whether  the  question  of 
jurisdiction  of  the  Interstate  Commerce  Commission  over  export 
and  import  rail  freight  rates,  where  the  rail  haul  is  within  the 
switching  limits  of  port  of  exportation,  has  even  been  passed 
upon  by  the  Commission  itself  or  the  Supreme  Court.  This  applies 
also  to  traffic  imported  and  delivered  by  rail  carriers  within  the 
switching  limits  of  the  port  of  importation,  no  line  haul  being 
involved.  If  you  can  locate  please  give  reference  to  Commission 
and  quote  decision. 

Answer:  Section  1  of  the  Interstate  Commerce  Act  states 
that  the  provisions  thereof  are  applicable  to  common  carriers  en- 
gaged in  the  transportation  of  passengers  or  property  wholly  by 
railroad,  or  partly  by  railroad  and  partly  by  water  when  both  are 
used  under  a  common  control,  management,  or  arrangement,  or 
arrangement  for  a  continuous  carriage  or  shipment,  to  or  from 
any  place  in  the  United  States  to  or  from  a  foreign  country,  but 
only  in  so  far  as  such  transportation  takes  place  within  the 
United  States. 

We  do  not  locate  a  case  which  specifically  passes  upon  the 
question  of  whether  or  not  a  rail  haul  within  the  switching  limits 
of  the  port  in  connection  with  the  exportation  or  importation  of 
freight  is  interstate  traffic  and  subject  to  the  jurisdiction  of  the 
Interstate  Commerce  Commission,  although  in  the  case  of  South- 
ern Pacific  Terminal  Company  vs.  Interstate  Commerce  Com- 
mission, 219  U.  S.  498  the  Supreme  Court  said: 

"It  tmakes  no  difference,  therefore,  that  the  shipments  of 
the  pro'ducts  were  Hot  made  on  through  bills  of  lading,  or 
whether  their  initial  point  was  Galveston  or  some  other  place  in 
Texas.  They  were  all  destined  for  export,  and  by  their  delivery 
to  the  Galveston,  Harrisburg  &  San  Antonio  Railway  they 
must  be  considered  as  having  been  delivered  to  a  carrier  for 
transportation  to  their  foreign  destination,  the  terminal  company 
being  a  part  of  the  railway  for  such  purpose.  The  case,  there- 
fore, comes  under  Coe  v.  Errol,  116  U.  S.  517,  29  L.  ed.  715,  6 
Sup  Ct.  Rep.  475,  where  it  is  said  that  goods  are  in  interstate, 
and  necessarily  as  well  in  foreign,  commerce  when  they  have 
"actually  started  in  the  course  of  transportation  to  another  state 
or  been  delivered  to  a  carrier  for  transportation."  In  Gulf, 


C.  &  S.  F.  R.  Co.  v.  Texas,  204  U.  S.  403,  51  L.  ed.  540,  27  Sup. 

Ct.   Rep.   360,  the  facts  are  different,  the  case  is  not  apposite." 

Freight    Cnarges — Liability    of    Consignee    for 

Missouri. — Question:  Please  advise  as  to  whether  we  are  cor- 
rect in  our  contention  as  regards  the  collecting  of  balance  due 
amounts  on  prepaid  shipments  from  consignee. 

We  contend  that,  if  the  consignee  holds  a  prepaid  bill  of 
lading  or  one  which  has  a  notalion  thereon  "to  be  prepaid" 
and  there  has  been  any  undercharge  on  the  shipment,  the  rail- 
road company  should  deliver  the  same  to  the  consignee  and 
endeavor  to  collect  first  from  the  consignor.  If  you  know  of 
any  Interstate  Commerce  Commission  ruling  covering  this  ques- 
tion, please  quote  same. 

Answer:  The  consignor,  as  the  party  with  whom  the  con- 
tract of  shipment  was  made,  is  primarily  liable  for  the  pay- 
ment of  the  freight  charges,  including  an  undercharge.  The 
acceptance  of  the  goods  by  the  consignee  likewise  makes  him 
liable  for  the  freight  charges.  The  decisions  are  not  entirely 
uniform,  but  in  general  hold  that  the  undercharge  may  be  col- 
lected from  either  the  consignor  or  consignee,  notwithstanding 
the  provisions  of  the  bill  of  lading  as  to  the  payment  of  the 
freight  charges,  by  one  or  the  other  of  the  parties.  See  Duncan 
vs.  Steel  Co.,  244  F.  258. 

Passage   of   Title    Under   Contract  of   Sale 

Illinois.— Question:  What  is  considered  f.  o.  b.  Chicago?  Does 
delivery  to  a  switching  line  in  the  Chicago  switching  district 
constitute  delivery  at  Chicago? 

This  question  comes  up  in  connection  with  the  following 
circumstances:  Our  salesman  last  January  booked  an  order 
from  a  commission  house  at  Chattanooga,  Tennessee,  and  on  the 
order  when  it  was  booked  was  inserted  the  routing:  I.  C.  co 
L.  &  N.  package  car.  All  orders  booked  by  our  salesman  are 
subject  to  acceptance  by  the  Chicago  office,  and  our  acknowledg- 
ment of  the  order  was  on  the  basis  of  f.  o.  b.  Chicago.  The 
order  blank  on  which  the  order  was  originally  taken  shows  that 
we  have  warehouses  at  Riverdale,  Illinois,  and  Reeseville,  Wis- 
consin. 

This  shipment  of  onion  sets  was  delivered  to  the  Baltimore 
&  Ohio  Chicago  Terminal  Railroad,  and  the  routing  "Illinois 
Centrol  c|o  L.  &  N.  package  car"  was  shown  on  the  bill  of  lading, 
delivery  being  made  to  the  B.  &  O.  T.  R.  R.,  which  is  a  switching 
road  from  our  Riverdale,  Illinois,  plant,  and  on  whose  rails  we 
are  a  listed  industry.  Shipment  was  billed  out  on  February  1st, 
the  date  called  for  on  the  order,  and  the  trap  car  in  which 
it  was  loaded  did  not  move  until  February  2d;  was  not  handled 
by  the  Illinois  Central  outbound  from  Chicago  proper  until 
February  5th,  and  was  delivered  to  the  L.  &  N.  R.  R.  at  Evans- 
ville,  on  February  7th,  arriving  at  Chattanooga  on  February 
16th,  and  was  then  refused  by  consignee. 

We  are  now  suing  to  recover  the  value  of  these  goods,  the 
counter  claim  of  the  defendant  being  that  the  shipment  was  not 
delivered  to  the  Illinois  Central  Railroad,  but  to  another  carrier, 
namely  the  B.  &  O.  T.  R.  R. 

As  our  warehouse  at  Riverdale,  Illinois,  is  in  the  Chicago 
switching  district,  Chicago  rates  apply  on  shipments  made  from 
there.  Was  the  shipment  delivered  in  accordance  with  the  pur- 
chaser's instructions?  In  other  words,  does  delivery  of  a  ship- 
ment to  a  switching  road  for  delivery  to  the  main  line,  con- 
stitute delivery  to  the  main  line? 

Answer:  We  are  of  the  opinion  that  the  shipper  complied 
with  the  terms  of  the  contract  when  the  shipment  was  delivered 
to  the  Illinois  Central  R.  R.  at  Chicago,  by  the  B.  &  O.  T.  R.  R. 
It  is  our  view  that  all  that  was  required  of  the  the  shipper,  under 
the  contract,  was  to  deliver  the  shipment  to  the  Illinois  Central 
R.  R.  at  Chicago,  the  B.  &  O.  T.  R.  R.  being  a  necessary  agent 
of  the  shipper  in  making  delivery  to  the  Illinois  Central  R.  R. 
and  that  title  to  the  goods  passed  when  delivery  was  made  to 
the.  Illinois  Central  at  Chicago. 

Tariff    Interpretation — Tariff   Governed    by    Exceptions   to   Classi- 
fication  in   its  Entirety  When  Same  Bears  Cross  Reference 
to    Exceptions,    Except    Where    the    Tariff    Itself 
Specifically   Excludes    Exceptions 

Iowa. — Question:  Western  Trunk  Line  Tariff  No.  50-H  speci- 
fies on  the  title  page  of  same  that  it  is  governed  except  as  other- 
wise provided  by  the  Western  Classification  and  Western  Tariff 
Circular  No.  1-N.  Item  No.  710  on  page  196  of  this  tariff  names 
rates  on  Agricultural  Implements  between  certain  points  but  it 
does  not  specifically  state  under  this  item  that  Western  Trunk 
Line  Circular  No.  1-N  applies. 

We  have  a  claim  entered  with  one  of  the  carriers  and  they 
claim  that  in  as  much  as  it  does  not  state  specifically  in  this 
item  that  this  circular  applies,  that  same  does  not.  We  main- 
tain that  inasmuch  as  it  does  not  state  under  the  item  that  the 
circular  does  not  apply,  that  it  would  apply  in  view  of  the  title 
page.  As  we  maintain  that  inasmuch  as  the  title  page  states 
that  this  circular  applies,  that  it  must  state  specifically  under 
the  item  that  it  does  not  apply  before  this  circular  can  be 
ignored.  Kindly  advise  who  is  correct  in  this  matter. 

Answer:  Since  you  do  not  state  what  the  actual  controversy 
is  about,  we  will  assume  you  had  shipments  of  certain  articles, 
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some  or  perhaps  all  ol  which  are  not  specifically  Hated  In  Item 
7in  nor  in  Western  Classification  as  Agricultural  Implements 
taking  class  "A,"  and  by  using  the  exception  sheet  Circular  No. 
IN  you  contend  that  articles  named  therein  as  subject  to 
"Agricultural  Implement  Rates,"  are  added  to  the  articles  men- 
tioned or  referred  to,  In  Item  710,  Tariff  50-H. 

Title  page  of  Tariff  50-H  states  It  is  governed  "except  as 
otherwise  provided  herein"  by  Circular  1-N,  which  we  under- 
stand to  moan  that  all  rates,  rules  and  descriptions  named  in 
that  tariff  are  subject  to  such  additions  or  modifications  as  are 
carried  in  Circular  1-N,  unless  the  application  of  Tariff  BO-H 
negatives  the  use  of  1-N  by  specific  provision  that  1-N  will  not 
<  rn  a  particular  rate,  or  by  the  inclusion  in  connection  with 
that  particular  rate,  a  rule  or  description  which  is  so  positive 
and  complete  that  1-N  could  not  be  used  therewith  without  con- 
M  overling  the  meaning  of  that  rule  or  description. 

Item  710,  Tariff  50-H  merely  provides  that  it  will  apply  on 
\urlcultural  Implements"  taking  class  "A"  under  that  heading 
in  Western  Classification,  which  is  a  mere  convenient  form 
of  listing  the  articles  on  which  the  rates  in  Item  710  apply.  Our 
view  is  that  these  implements  are  as  effectively  listed  in  Item 
710  as  if  they  were  actually  printed  therein.  No  one  can  deny 
that  Item  710  contains  agricultural  implement  rates,  nor  that 
Item  710  fails  to  provide  for  non-application  of  Circular  1-N  In 
connection  therewith. 

"Governed,  except  as  otherwise  provided,"  means  what  it 
states.  If  no  contrary  provision  is  found  in  Item  710,  that  item 
is  "governed"  by  Circular  1-N.  Any  article  listed  in  1-N,  there- 
fore, as  taking  "Agricultural  Implement  Rates"  is  also  (by  cross 
reference  to  Tariff  50-H  to  1-N)  to  all  intents  and  purposes 
added  to  Item  710  and  subject  to  the  rate  in  that  Item. 
Notice  of  Claim 

New  York. — Question:  On  June  22  last  we  acquainted  you 
with  details  regarding  a  claim  which  we  filed  against  the  Great 
Northern  Railway  Company  in  the  amount  of  $59.60,  covering  the 
loss  of  one  (1)  Cs.  wrought  pipe. 

The  Great  Northern  Railway  Company  requested  that  we 
amend  our  claim  by  reducing  same  50  per  cent  on  account  of 
the  Pittsburgh  agreement.  You  assisted  us  in  this  matter  by 
printing  your  answer  on  pages  190  and  192  of  your  issue  of 
July  23,  1921. 

We  accordingly  took  the  subject  up  with  the  Great  North- 
ern Railway  Company,  who  now  disregard  the  Pittsburgh  agree- 
ment entirely  and  have  canceled  our  claim  on  the  basis  of  the 
decision  handed  down  by  the  Court  of  Appeals  of  the  State  of 
Maryland. 

We  regret  to  trouble  you  further  in  this  matter,  but  are 
anxious  to  know  whether  the  decisions  handed  down  by  the 
states  of  Maryland  and  Minnesota  are  national  in  their  scope 
and  are  to  be  accepted  in  authority  over  any  decision  that  may 
be  handed  down  by  the  Interstate  Commerce  Commission. 

Answer:  Your  communication  of  June  22  indicated  only 
that  the  carriers  were  demanding  that  you  accept  a  settlement 
of  your  claim  on  the  basis  of  the  so-called  Pittsburgh  agreement. 

It  now  appears  that  there  is  some  question  as  to  whether  or 
not  a  claim  or  sufficient  notice  thereof  was  filed  within  the 
six  months'  period  stipulated  in  the  bill  of  lading.  The  deci- 
sions referred  to  by  the  carrier,  namely,  Carbic  Mfg.  Co.  vs. 
Western  Express  Co.,  184  N.  W.  35,  and  Bronstein  et  al.  vs. 
Payne,  Director-General,  113  A.  648,  hold  that  a  tracer  does  not 
constitute  notice  of  claim  and  that  the  provision  in  the  bill  of 
lading  requiring  notice  of  claims  in  writing  cannot  be  waived 
by  the  carrier.  As  to  interstate  shipments,  this  is  in  accordance 
with  the  weight  of  authority  and  therefore  unless  a  claim  or 
sufficient  notice  thereof  covering  the  loss  was  filed  with  the 
carrier  within  the  stinulated  time  the  carrier  has  a  legal  defense 
thereto. 

Delay  Caused  by  Strike — Liability  of  Carrier 

Ohio.— Question:  The  standard  form  of  bill  of  lading  con- 
tains a  provision  to  the  effect  that  "except  in  case  of  negligence 
of  carrier  or  party  in  possession  (and  the  burden  to  prove  free- 
dom from  such  negligence  shall  be  on  the  carrier  or  party  in 
possession),  the  carrier  or  party  in  possession  shall  not  be  liable 
for  loss,  damage  or  delay  resulting  from  riots  or  strike."  It 
is  our  understanding,  however,  that  the  courts  of  various  states 
are  not  in  general  accord  as  to  this  clause  being  reasonable. 
In  event  the  strikers  win  their  cause,  does  that  mean  that  the 
railroad  company  has  been  negligent,  in  that  they  were  respon- 
sible for  the  strike;  or,  in  event  the  strike  is  unsuccessful,  does 
that  relieve  the  carrier  from  all  liability  as  being  evidence  that 
they  were  not  negligent?  Full  information  as  to  the  foregoing 
will  be  appreciated. 

Answer:  If  the  cause  of  the  delay  was  an  organized  strike 
and  resistance,  which  neither  the  railroad  nor  the  civil  authori- 
ties, which  were  called  upon,  could  control,  the  carrier  is  not 
liable  for  delay  to  freight.  Haas  vs.  K.  C.  Ft.  S.  &  G.  R.  Co., 
7  S.  E.  629;  Sherman  vs.  Penn.  R.  Co.,  21  F.  Cas.  No.  12,  769,  and 
P.  F.  W.  &  C.  R.  R.  Co.  vs.  Hayes,  25  Am.  Rep.  422. 

If,  on  the  other  hand,  the  delay  was  caused  because  of  the 
carrier's  inability  to  secure  promptly  new  men  to  take  the  place 
of  strikers  or  by  its  retaining  in  its  employ  men  who  wilfully 


refuse  to  do  their  lull  duty  and  make  only  a  pretense  of  per- 
forming the  service  for  which  they  were  employed,  the  company 
will  not  be  excused  for  the  delay.  See  Cent.  R.  R.  &  Banking 
Co.  v«.  Georgia  Fruit  &  Vegetable  Exchange,  In  which  the  court 
•aid: 

"Many  cases  have  been  examined  and  might  be  cited  to 
the  same  effect  (that  armed  resistance  excused  the  carrier),  a 
number  of  them  of  recent  date;  yet,  after  a  most  laborious  In- 
vestigation, we  have  been  unable  to  find  any  case  wherein  a 
carrier  has  been  relieved  of  liability  because  of  a  strike,  where 
the  delay  in  forwarding  the  freight  was  caused,  not  by  lawless 
violence  on  the  part  of  Us  former  servants,  or  their  sympa- 
thizers, in  preventing  other  employes  from  carrying  out  the 
companies'  business,  but  merely  because  of  the  carrier's  Inability 
to  promptly  secure  new  men  to  take  the  place  of  the  strikers." 

It  is  doubtful,  however,  whether  the  carrier  would  be  liable 
in  the  event  the  strike  Is  of  such  a  general  character  and  so 
widespread  as  to  render  It  an  absolute  impossibility  for  the 
carrier  to  employ  sufficient  men  to  operate  Its  trains. 

The  result  of  the  strike  does  not,  in  any  way,  determine 
the  liability  of  the  carrier,  for  the  reason  that  the  carrier  might 
have  given  in,  even  though  the  strikers'  demands  were  unrea- 
sonable or  the  strikers  may  have  lost  their  cause  and  returned 
to  their  work,  even  though  their  demands  were  reasonable. 
Permit  Notation  vs.  Routing  Instructions 

Massachusetts. — Question:  During  the  congested  conditions 
in  the  late  summer  of  1920  we  had  occasion  to  make  a  shipment 
from  a  certain  point  to  one  of  the  larger  cities  where  there 
are  a  number  of  delivery  stations,  and  which  movement  re- 
quired permit  authority.  Application  for  permit  was  made  by 
the  consignee  to  the  delivering  line,  and  such  authority  when 
issued  was  issued  by  the  delivering  lines  direct  to  the  originating 
line,  and  the  latter  in  turn  advised  us  that  they  had  a  permit 
for  the  shipment,  simply  giving  us  the  number  and  no  other 
reference. 

Car  was  accordingly  loaded  and  bill  of  lading  issued  showing 
the  consignee  and  correct  destination,  but  no  specific  delivery 
station  was  shown  on  the  bill  of  lading,  but  the  bill  of  lading 
'did  not  show  the  permit  number. 

Car  moved  to  destination  and  was  placed  at  a  certain  de- 
livery station  specified  for  cars  not  billed  to  a  specific  delivery 
station,  and  finally  was  ordered  to  the  required  station  delivery 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  BOc; 
words  to  the  line;  numbers  and  abbreviations  counted  as  words: 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street,  Chicago.  111. 

POSITION  WANTED— Young  man.  twenty-five,  wants  industrial 
traffic  position,  where  ability  and  initiative  given  consideration.  Best 
of  references.  Address  A.  M.  B.  407,  Traffic  World.  Chicago. 

POSITION  WANTED — As  Freight  Auditor  or  Traffic  Manager 
Short  Line,  twelve  years'  experience  in  traffic  work,  station  and 
general  accounting  and  claims.  Single.  Location  no  object.  Address 
I.  C.  H.  405.  Traffic  World,  Chicago.  

POSITION  WANTED— With  railroad  or  industrial  traffic  depart- 
ment; two  years'  actual  experience  traffic  work,  including  rates.  Also 
expert  stenographer.  Single.  Location  no  object.  Address  I.  L.  N. 
403,  Traffic  World,  Chicago. 

POSITION  WANTED— Young  man,  26.  ambitious,  energetic,  cor- 
respondence school  graduate  in  traffic  but  without  practical  experience, 
desires  position  in  traffic  department  of  railroad  or  industrial  concern 
where  hard  and  conscientious  work  is  recognized.  Address  O.  C.  G., 
Traffic  World.  Chicago. 

POSITION  WANTED — I  want  to  tie  up  permanently  with  some 
well  established  company  that  has  real  traffic  or  transportation  trou- 
bles and  appreciates  the  necessity  of  having  them  handled  effectively. 
Have  had  twenty  years'  experience  in  all  branches  from  rate  quota- 
tions to  formal  cases  before  the  Commission.  An  unusually  broad 
general  business  training  will  enable  me  to  also  handle  other  depart- 
ments If  traffic  matters  will  not  require  full  time.  Will  furnish  satis- 
factory evidence  of  real  exectuive  ability.  Address  J.  C.  P.,  care  of 
Traffic  World,  Chicago. 

POSITION  WANTED — Industrial  or  commercial  traffic  department. 
Fifteen  years'  local  freight  office,  large  trunk  line;  five  years'  indus- 
trial traffic  experience.  Open  for  immediate  engagement;  reasonable 
salary;  age  40;  married.  D.  A.  N.  401.  Traffic  World.  Chicago. 

POSITION  WANTED— As  Claim  Agent.  Chief  Clerk  or  personal 
correspondent  to  official,  railroad  or  industrial;  aged  40;  married;  fif- 
teen years'  general  railroad  office  experience;  Mississippi  River  to  east 
coast;  now  in  general  claim  office;  object,  future.  Address  M.  G., 
Traffic  World.  Chicago. 

WANTED — Hard  boiled  rate  clerks.  Do  not  answer  unless  you  are 
satisfied  you  can  make  good,  as  we  want  only  rate  men  who  can  audit 
freight  bills  and  catch  all  the  overcharges.  Address  Freight  Audit 
Company.  1018  Wahnsh  AVP..  Chicago. 

FOR  SALE — Several  thousand  No.  1  6x8 — 8  ft.  oak  railroad  cross 
ties.  Can  also  furnish  oak  switch  ties  and  crossing  plank  to  order. 
Have  three  mills  In  operation.  L.  E.  Pearson.  P.  O.  Box  315,  South 
Bend,  Ind. 
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at  destination  by  consignee,  who  does  not  have  a  private  siding 
at  destination  named. 

It  subsequently  developed  that  the  permit  authority  specified 
the  specific  station  delivery  at  destination  to  which  the  car  was 
finally  delivered.  It  is  our  contention  that,  in  view  of  the  fact 
that  the  permit  authority  spectified  the  specific  station  delivery 
required,  and  that  permit  authority  was  issued  by  the  deliver- 
ing line  to  the  originatng  line  and  that  no  copy  or  other  informa- 
tion other  than  the  permit  number  was  given  us  by  the  origi- 
nating line,  that  the  delivering  carrier  was  in  error  in  not  placing 
this  car  for  the  delivery  specified  in  permit  and  that  they  are 
chargeable  for  additional  freight  demurrage,  etc.,  which  accrued, 
due  to  the  fact  that  they  did  not  deliver  the  car  at  that  point. 

Answer:  A  permit  is  merely  instructions  to  the  operating 
and  traffic  employes  of  the  carrier  and  a  notice  to  the  shipper 
that  the  car  covered  thereby  may  be  shipped  to  the  destination 
specified  therein.  Therefore,  in  our  opinion,  the  noting  of  the 
permit  number  on  the  bill  of  lading  did  not  take  the  place  of 
routing  instructions  and  thereby  relieve  the  shipper  of  inserting 
in  the  bill  of  lading  routing  instructions  calling  for  delivery  at  the 
particular  delivery  station  at  which  delivery  was  desired. 
Sleeping  Car  Companies — Liability  of 

Maryland. — Question:  Is  the  Pullman  Company  responsible 
for  loss  of  about  $200  in  money  under  circumstances  substan- 
tially as  follows? 

Passenger  retires  in  lower  berth  about  11  p.  m.,  laying  trous- 
ers on  head  rest  at  foot  of  berth,  containing  purse  in  one  pocket, 
paper  money  in  another,  and  a  small  purse  containing  specie 
in  another;  passenger  is  awakened  following  morning  by  train 
conductor  for  additional  transportation,  at  which  time  trousers 
are  found  lying  across  berth,  the  entire  contents  of  pockets 
missing,  except,  however,  two  keys.  Train  conductor  notifies 
Pullman  porter,  who  approaches  berth,  questions  passenger  and 
endeavors  to  make  him  believe  he  has  not  thoroughly  awakened; 
later,  Pullman  porter  notifies  Pullman  conductor,  who,  upon  ap- 
proaching passenger,  simply  asks  several  questions. 

Answer:  While  there  are  a  few  cases  which  hold  a  sleep- 
ing car  company  to  the  same  liability  as  regards  the  baggage 
and  effects  of  a  passenger  as  an  innkeeper,  by  the  great  weight 
of  authority  a  sleeping  car  company  does  not  undertake  to  main- 
tain a  place  where  accommodation  is  furnished  for  the  safety 
of  its  patrons'  property  as  an  innkeeper  does,  and  therefore 
it  does  not  assume  the  exceptional  liability  for  goods  which 
the  law  imposes  on  common  carriers  of  goods  or  innkeepers 
by  reason  of  engaging  in  those  public  callings;  but  the  measure 
of  its  duty  and  liability  must  be  determined  from  the  nature 
of  its  specific  and  implied  engagements  with  its  patrons.  There- 
fore, a  sleeping  car  company  is  not  an  insurer  of  the  safety 
of  a  passenger's  property,  luggage  and  effects,  but  is  liable  only 
for  injuries  or  loss  due  to  its  negligence,  and  hence  mere  proof 
of  loss  of  luggage  which  is  taken  by  the  passenger  into  a  sleep- 
ing car  does  not,  as  a  rule,  make  out  either  an  absolute  or  a 
prima  facie  case  of  liability  against  the  company.  See  the  case 
of  Goldstein  vs.  Pullman  Co.,  116  N.  E.  376  (N.  Y.),  covering  the 
liability  of  a  sleeping  car  company  for  the  loss  of  a  traveling  bag. 
Baggage — Liability  of  Transfer  Company  Therefor 

Wisconsin. — Question:  A  trunk  containing  passenger's  ef- 
fect was  checked  from  Kansas  City  to  Chicago.  The  trunk 
was  then  left  in  the  possession  of  the  Chicago  depot  for  a  few 
days,  and  then  rechecked  via  another  carrier  to  a  point  in 
Wisconsin. 

The  checking  was  done  through  a  transfer  company  serving 
the  carriers  between  the  various  passenger  stations.  Upon  ar- 
rival of  the  trunk  at  final  destination  it  was  found  that,  although 
the  appearance  of  the  trunk  did  not  indicate  any  damages,  the 
contents  of  same  was  considerably  damaged  by  water.  The 
carrier  at  destination  was  notified  and  contents  inspected  and 
claim  filed. 

Carriers  now  claim  that  records  show  that  no  occasion  for 
damage  by  water  existed  while  the  trunk  was  in  their  possession, 
but  that  a  heavy  rain  prevailed  while  the  trunk  was  being  trans- 
ferred from  one  depot  to  another.  Is  the  carrier,  under  these 
conditions,  liable  for  any  part  of  the  damages  on  account  of  the 
transfer  company  working  jointly  with  the  carriers,  or  is  the 
transfer  company  wholly  responsible  for  these  damages? 

Answer:  A  carrier's  liability  as  insurer  for  a  passenger's 
baggage  continues  only  during  transportation  and  for  such  a 
time  thereafter  as  affords  the  passenger  a  reasonable  oppor- 
tunity to  remove  it.  If  the  baggage  remains  in  the  carrier's 
possession  after  the  passenger  has  had  a  reasonable  opportunity 
to  remove  it,  the  carrier's  liability  in  respect  thereto  is  only 
that  of  a  warehouseman,  and  as  such  it  is  bound  to  exercise  only 
ordinary  care  in  protecting  the  baggage,  and  is  liable  only  for 
loss  or  injury  caused  by  its  negligence. 

Apparently,  in  the  instant  case,  there  was  no  contract  for 
a  through  shipment  and,  therefore,  if  the  initial  carrier  is  sued 
no  recovery  can  be  had  if  it  proves  that  the  damage  did  not 
occur  while  in  its  possession  as  insurer,  unless  proof  of  its 
negligence  as  a  warehouseman  is  established. 

The  transfer  company  is  liable  either  as  an  independent 
carrier  of  baggage,  or  as  agent  of  the  destination  carrier,  if  it 


was  acting  as  such,  while  the  destination  carrier  may  be  sued 
for  the  damage  whether  occurring  while  the  baggage  was  in 
its  possession  or  in  that  of  the  transfer  company,  if  its  agent, 
but  no  recovery  may  be  had  for  damage  occurring  prior  to  the 
receipt  of  the  baggage  by  it  or  its  agent,  the  transfer  company, 
if  the  latter  was  acting  as  its  agent. 

Burden  of   Proof  on   Carrier  to   Show    Loss   Occurred   After  Ter-  ' 
mination    of    Liability   as   Carrier 

Michigan. — Question:  On  April  1,  1920,  we  made  a  shipment 
of  one  carload  of  flour  to  New  Haven,  Conn.,  consigned  to  our- 
selves with  directions  to  notify  John  Jones,  draft  being  attached 
to  bill  of  lading.  The  railroad  records  show  the  car  arrived  at 
New  Haven  May  13  at  noon,  was  placed  May  14  at  6  a.  m.  The 
bill  of  lading  was  surrendered  May  19  and  car  completely  un- 
loaded on  May  21.  The  check  showed  the  consignee  was  short 
ten  barrels  of  flour. 

The  carrier  contends  that  the  plaintiff,  in  order  to  make 
out  a  prima  facie  case,  must  show  delivery  to  the  carrier,  failure 
to  deliver  to  consignee  and  also  that  the  loss  did  not  occur  after 
May  15. 

We  contend  that  it  is  incumbent  upon  the  plaintiff  in  order 
to  make  out  a  prima  facie  case  that  it  be  shown  that  the  quan- 
tity of  flour  was  delivered  to  the  carrier  and  a  portion  of  it 
was  short  when  delivery  was  taken  by  the  consignee,  the  burden 
then  to  rest  on  the  carrier  to  show  that  the  loss  occurred  during 
its  period  of  warehouseman's  liability  or  that  the  loss  occurred 
by  reason  of  some  other  cause  for  which  it  is  not  liable. 

Answer:  If  the  claimant  shows  that  a  certain  amount  of 
goods  are  delivered  to  the  carrier  and  that  a  lesser  amount 
was  delivered  at  destination,  a  prima  facie  case  of  negligence 
is  made  out  and  the  burden  is  upon  the  carrier  to  show  that 
his  liability  as  carrier  and  an  insurer  had  terminated  before  the 
loss  occurred. 

Whether  the  goods  were  lost  before  or  after  the  carrier  had 
deposted  them  in  its  warehouse  is  a  question  of  fact  for  the 
jury  to  determine,  in  case  of  suit. 

Duty  of  Carrier  to  Place  Cars  at  Industries 

Rhode  Island. — Question:  A.  certain  railroad  has  a  siding  on 
which  they  deliver  material  in  carload  quantities  to  different 
consignees,  whose  buildings  are  located  on  this  sidetrack.  A 
building  is  about  to  be  erected  on  a  vacant  plot  on  this  side- 
track and  we  have  asked  for  the  same  service  as  other  con- 
signees are  getting  on  this  track,  that  is,  delivery  of  certain 
material  in  carload  lots  only. 

This  service  was  requested  before  construction  work  had 
been  completed,  as  there,  would  be  no  use  of  building  if  we 
could  not  have  the  service  mentioned  above.  The  railroads  have 
refused  to  grant  this,  saying  that  it  would  be  impracticable  to 
delivery. 

We  would  like,  therefore,  an  opinion  of  this,  quoting,  if 
possible,  any  court  cases  showing  any  discrimination  against 
us,  due  to  the  fact  that  this  service  is  refused. 

Answer:  Apparently  the  track  in  question  is  one  which 
can  be  used  either  as  a  team  track  or  as  an  industry  track, 
although  seemingly  used  as  an  industry  track  serving  the  in- 
dustries located  along  the  outer  edge  thereof. 

In  the  event  the  carrier  serves  other  industries  located  on 
this  track,  but  denies  to  you  the  same  service,  you  are  undoubtedly 
discriminated  against,  but  whether  this  discrimination  is  unrea- 
sonable within  the  meaning  of  the  act  depends  upon  whether  or 
not  the  use  of  the  portion  of  the  track  in  front  of  your  ware- 
house as  a  place  at  which  to  spot  cars  would  materially  inter- 
fere with  the  use  of  the  freight  house  by  the  Carrier,  which,  no 
doubt,  was  in  operation  prior  to  the  time  the  storehouse  was 
acquired  or  built  by  you.  This  is  a  question  of  fact  and,  while 
we  are  unable  to  cite  you  to  a  similar  case,  it  is  our  opinion 
that  the  carrier  may  rightfully  refuse  to  place  cars  at  that  point 
if  to  do  so  would  seriously  interfere  with  the  receipt  and  de- 
livery of  goods  at  its  freight  depot.  This  view  is,  of  course, 
based  upon  the  supposition  that  the  track  in  question  is  located 
on  property  owned  or  leased  by  the  carrier. 

Tariff  Interpretations — Intermediate  Applications — "Portola  Rate 
Proposition" — Application  at  Los  Angeles,  Cal.,  Rates  Apply- 
ing  from    Eastern    Points  to   Portola,  Cal.,  Via    Los  Angeles 
California. — Question:     What    has    become    known    here    in 
California   as   the   "Portola   Rate   Proposition"   is   creating   quite 
a  lot  of  discussion  among  traffic  men.     Probably  your  office  has 
already  been  requested  to  give  your  opinion,  in  which  case,  one 
publication  will  serve  all  communications. 

The  question  is  whether  or  not  the  rate  on  certain  com- 
modities named  in  Transcontinental  Freight  Bureau  Tariff  1-T. 
section  3,  to  Portola,  Calif.,  via  gateways,  El  Paso,  Deming, 
Tucumcari  or  Albuquerque  or  Belen,  N.  M.,  is  not  also  applicable 
to  Los  Angeles,  Calif. 

Los  Angeles  is  on  the  main  line  of  the  Southern  Pacific 
Company,  and  the  haul  to  Portola  via  these  gateways  would 
seemingly  make  the  rate  apply  also  to  Los  Angeles. 

On  page  311  of  this  tariff  is  the  following  note,  being  carried 
on  first  page  of  section  3:  "If  the  rates  in  section  1,  section  2, 
or  section  4  of  this  tariff  make  a  lower  charge  on  any  shipment 
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than  llu>  i-iitrs  in  section  3  of  this  tariff,  the  rules  in  .section   I, 
section   2  or  section   4    (whichever  Is   lowest)    will   be  applied." 

Similar  note  referring  to  the  other  sections  of  tariff  is 
carried  on  the  first  page  of  section  2,  wherein  commodity  rates 
arc  carried  to  Los  Angeles  and  other  "California  common  points." 

The  Portola  rate  is  to  be  eliminated  via  gateways  I  have 
mentioned,  as  shown  in  supplement  14  of  Tariff  1-T,  effective 
December  1. 

Answer:  Transcontinental  Tariff  No.  1-T,  showing  Portola, 
Calif.,  as  a  destination,  also  shows  that  rates  applicable  thereto 
may  be  applied  via  the  gale-ways  mentioned  in  your  inquiry. 
\Vlii>iv  the  routing  specified  via  any  of  these  gateways  is  "South- 
ern Pacific,  thence  via  destination  line,"  and  provision  is  made 
that  routing  via  Southern  Pacific  will  be  via  El  Paso,  Tex.,  it 
is  our  view  that  rates  in  section  3,  applying  to  Portola,  are 
properly  applicable  to  shipments  covered  by  section  2,  when 
same  are  routed  via  Southern  Pacific  and  Western  Pacific  beyond 
El  Paso,  and  that  as  such  routing  of  necessity  compels  move- 
ment through  Los  Angeles,  consideration  much  be  given  to  the 
application  of  such  Portola  rates  as  maxima  at  Los  Angeles. 

It  is  clear  to  us  that,  under  the  alternative  application  of 
sections  2  and  3  of  this  tariff,  if  the  Portola  rates  are  applicable 
at  Los  Angeles,  they  should,  when  lower,  be  used  in  lieu  of  the 
specific  Los  Angeles  rates  named  in  section  2.  The  point  to 
be  determined  Is  whether  the  Portola  rates,  in  section  3,  are 
applicable  to  Los  Angeles. 

Item  5,  note  3,  page  102,  above  tariff,  provides:  "Stations 
not  named  in  individual  rate  items  will  take  the  rate  applicable 
to  the  next  more  direct  station  (as  above  provided),  notwith- 
standing that  such  stations  may  be  named  in  other  commodity 
rate  items." 

This  note  amplifies  the  general  intermediate  application 
in  note  2,  item  5,  and,  to  us,  makes  it  clear  that  the  rates  in 
miscellaneous  rate  items  (regardless  of  the  section  of  the  tariff 
in  which  they  appear),  are  to  be  held  as  maxima  at  all  directly 
intermediate  points,  except  where  specifically  provided  to  the5 
contrary  in  connection  with  such  miscellaneous  rates. 
Overcharges — Time  Within  Which  to  File  Claims  Accruing  Dur- 
ing Federal  Control  with  the  Commission 

California. — Question:  The  following  appears  in  your  issue 
of  September  24,  1921,  page  618:  "Action  on  Senate  bill  No.  621, 
providing  for  extension  of  time  to  March  1,  1922,  for  the  filing 
with  the  Commission  of  straight  overcharge  claims  on  shipments 
which  moved  during  federal  control,  will  not  be  taken  by  the 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

and 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  ALVARADO  from  the  Gulf  about  November  15th 
SS  DELCO  "        "      «        »        Late  November 

SS  OSAGE  "        "      "        "        December  24th 

SS  ELDORADO    "         "       "         "         January  25th 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


Stcele  BIdg. 
Galveston,  Texas 


SWAYNE  &  HOYT,  Inc. 

430  Sansome  St. 
San  Francisco,  Calif. 


50  Broad  St. 
New  York  City 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  We  Stand  the  Expense 

TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whltefield  Sammil 


Phon*  Mala  2210 


417  SOUTHERN  BUILDING 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


"Ship  by  Water** 

PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 

AND 

Los  Angeles  (Wilmington) 

San  Francisco,  Portland, 

Seattle  and  Tacoma 

Through   Bills  of  Lading  issued  to  San  Diego,  Oakland, 

Stockton  and  Sacramento,  Cal.;  Astoria,  Ore.;  Tacoma, 

Wash.;  Puget  Sound,  Hawaiian  and  Far  East  Port* 


For  Rate*,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

11  Water  St.,  New  York 

Telephone,  Bowling  Green,  7394 


Baltimore,  Md. 
Keyser  Building 


Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 
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House  committee  on  interstate  commerce  at  least  until  some 
time  in  October.  The  committee  will  not  meet  until  the  first 
week  in  October.  The  bill  was  passed  in  the  Senate  last  June. 
It  was  then  referred  to  the  House  interstate  commerce  com- 
mittee, where  it  has  been  pending  since.  Just  before  the  recess 
Representative  Winslow,  chairman  of  the  committee,  in  a  state- 
ment to  The  Traffic  World,  said  the  bill  would  be  taken  up 
after  the  congressional  recess  and  predicted  passage  of  the  bill." 

The  government  accounts  were  closed  September  1,  1921, 
for  traffic  moved  during  the  period  of  federal  control.  Please 
advise  if  any  action  has  been  taken  by  Congress  having  the 
effect  of  extending  the  date  to  March  1,  1922. 

Answer:  A  favorable  report  has  been  adopted  by  the  House 
committee  on  interstate  and  foreign  commerce  on  Senate  bill 
621.  The  bill  in  this  report  was  amended  so  as  to  add  another 
six  months'  time  and,  if  enacted  into  law,  will  permit  of  the 
filing  of  claims  for  overcharges,  with  the  Interstate  Commerce 
Commission,  up  to  September  1,  1922. 

Refunding    Difference    Between    Amounts    Collected    on    Lawful 
Rate  and   Rate  to  Be  Subsequently  Established 

Michigan. — Question:  Kindly  give  your  opinion  on  the  fol- 
lowing: During  September,  October  and  November  of  1920,  we 
received  in  the  neighborhood  of  100  cars  tinplate  from  McKees- 
port,  Pa.  The  majority  of  these  were  routed  over  the  P.  &  L.  E. 
and  N.  Y.  C.,  with  the  exception  of  36  cars,  which  came  in  over 
the  Shore  Line. 

The  rate  on  tinplate  or  fifth  class  as  originally  published  in 
Kelly's  I.  C.  C.  835,  was  23%  cents.  The  increase  of  40  per  cent, 
covered  by  supplement  5  of  August  26,  1920,  would  make  the 
rate  33  cents,  on  which  basis  transportation  charges  were  as- 
sessed. 

On  December  5,  1920,  supplement  6  was  published,  making  the 
fifth  class  rate  32%  cents.  We  immediately  filed  overcharge 
claims  with  the  New  York  Central,  as  it  was  our  understanding 
that  this  rate  should  have  applied  from  August  26,  1920.  All 
claims  were  paid  by  the  N.  Y.  C.  in  due  course  of  time.  The 
Shore  Line,  on  the  other  hand,  contend  that  the  charges  are 
just  and  correct,  as  the  lower  rate  did  not  apply  on  cars  moving 
previous  to  the  publishing  of  supplement  6. 

Answer:  This  situation  was  brought  about  by  the  hori- 
zontal percentage  increase  in  rates  authorized  in  Ex  Parte  74, 
effective  August  26,  1920.  A  rate  of  23%  cents  advanced  40 
per  cent  became  33  cents,  but  in  many  instances  this  percentage 
increase  caused  a  slight  disruption  of  the  New  York-Chicago 
percentage  formula,  which  is  observed  by  all  carriers  in  all 
rates  between  Trunk  Line  territory  on  one  hand  and  Central 
Freight  Association  territory  on  the  other.  After  percentage 
increases  have  been  made,  the  carriers  hi  this  territory  have 
usually  revised  the  rates  to  reflect  the  proper  percentage  rela- 
tionship. For  this  purpose  Supplement  6  to  Kelly's  I.  C.  C.  835 
was  issued,  reducing  the  rate  to  32%  cents,  effective  December 
5.  The  title  page  of  Supplement  6,  above  tariff,  indicates  that 
the  rates  are  being  revised  to  reflect  the  percentage  formula. 

This  condition  of  the  tariffs,  however,  does  not  constitute 
a  straight  overcharge  in  rates  during  the  period  the  33-cent  rate 
remained  unchanged.  The  law  provides  that  the  lawfully  estab- 
lished rate  must  be  collected  by  the  carrier;  also  that  in  order 
for  a  rate  to  be  lawfully  established  it  must  be  published  and 
filed  with  the  Commission,  giving  30  days'  notice  to  the  Com- 
mission and  to  the  public,  except  where  the  Commission  author- 
izes establishment  of  rates  on  less  than  statutory  notice.  Fur- 
ther, the  rate  schedule  must  bear  the  date  on  which  same  is 
to  become  operative,  and  same  may  not  be  lawfully  applied  to 
any  traffic  moving  prior  to  its  effective  date.  From  August  26 
to  December  4,  inclusive,  the  above  rate  was  33  cents  and  car- 
riers have  no  grounds  for  collecting  on  any  other  basis.  No 
concession  may  be  made  by  refund  or  otherwise,  from  this  rate, 
except  by  order  of  the  Interstate  Commerce  Commission  find- 
ing such  rate  to  be  in  violation  of  the  interstate  commerce  act. 
The  carriers  who  have  refunded  the  one-half  cent  difference 
have,  no  doubt,  been  authorized  by  the  Interstate  Commerce 
Commission  to  do  so.  They  cannot  be  compelled,  nor  have  they 
any  right  to  refund  any  portion  of  the  charges  collected  on  the 
33-cent  rate,  except  by  order  of  the  Commission. 
Tariff  Interpretations — Application  of  Minimum  Class  Rates  to 

Articles  Taking   Multiple  or  Percentages  of  Class   Rate 

Illinois. — Question:  We  recently  shipped  1,500  pounds  of 
empty  beverage  bottles,  returned  from  A  to  B,  two  points  in 
Illinois,  between  which  the  fourth  class  rate  is  22  cents  per  cwt. 
Shipment  is  subject  to  item  125  of  Boyd's  Exception  Sheet  1-P, 
providing  one-half  fourth  class  rating  on  empty  beverage  bottles, 
returned. 

Carriers  insist  upon  collecting  freight  charges  on  basis  of 
15  cents  per  cwt.,  giving  as  authority  item  780  of  Boyd's  Excep- 
tion Sheet  1-P.  However,  we  are  not  convinced  that  the  mini- 
mum class  rate  of  15  cents  is  proper  in  connection  with  this 
particular  shipment  and  believe  correct  rate  to  be  either  11 
cents  per  cwt.  or  7%  cents  per  cwt.,  which  is  one-half  of  fourth 
class  minimum  scale  rate.  Kindly  favor  us  with  your  opinion 
on  this  matter. 

Answer:     It  is  true  that  Boyd's  Exceptions  Sheet  Circular 


No.  1-P,  in  item  125,  provides  that  empty  bottles  will  be  subject 
to  one-half  of  fourth  class  rates  and  that  rule  780  of  this  same 
publication  provides  a  minimum  fourth  class  rate  of  15  cents  per 
100  pounds.  However,  in  Charles  Boldt  Paper  Mills  vs.  Director- 
General,  62  I.  C.  C.  471,  the  Commission  ruled  that  an  article  tak- 
ing a  percentage  of  a  class  rate  is  in  fact  a  "class"  rate  for  the 
purpose  of  applying  the  minimum  class  scale.  We  see  no  material 
difference  between  an  article  taking  one-half  of  fourth  class  in 
Boyd's  Classification  Exceptions  and  one  taking  885  per  cent 
of  sixth  class  in  Kelly's  Exceptions  to  Official  Classification — in 
determining  whether  a  given  rate  is  a  "class"  rate  or  a  "comr 
modity"  rate.  This  being  the  case,  we  refer  you  to  the  clause 
appearing  in  item  780  of  Boyd's  Exceptions,  reading:  "The 
minimum  rate  on  any  article  shall  be  the  rate  for  the  class  at 
which  that  article  is  rated  in  the  classification  shown  below 
applying  in  the  territory  where  the  shipment  moves."  Further: 
"No  rate  shall  be  applied  on  any  traffic  moving  under  class  rates 
lower  than  the  amount  in  cents  per  100  pounds  for  the  respective 
classes  as  shown  below  for  the  several  classifications." 

The  rating  in  item  125  is  general.  One-half  of  fourth  class  is 
the  proper  rating  for  beverage  bottles,  empty,  returned,  and  a 
strict  adherence  to  the  above  quoted  application  of  item  780 
does  not  negative  this  application.  It  is  clear,  however,  that 
in  applying  one-half  of  fourth  class  to  these  bottles,  certain 
"minimum"  rates  must  be  observed.  The  minimum  rate  for  any 
article,  as  above  stated,  is  that  shown  in  the  scale  in  item  780. 
To  determine  the  class  to  which  a  given  article  is  assigned  for 
purpose  of  applying  the  minimum  rate  scale  we  are  referred 
to  the  classification  proper.  If  the  article  takes  fourth  class  in 
the  "classification  shown  below,"  then  fourth  class  minimum 
rate  must  be  observed  on  all  articles  which,  in  exception  sheets 
are  accorded  one-half  of  fourth  class. 

While  item  125  provides  one-half  of  fourth  class  on  bottles 
returned,  item  780  has  the  entire  jurisdiction  over  "minimum 
rates,"  even  to  the  extent  of  including  all  articles  listed  in  the 
same  publication.  Item  780  very  clearly  excludes  all  ratings 
listed  in  the  exceptions  circular  and  specifically  directs  us  to 
the  main  classification,  when  it  comes  to  determining  the  class 
which  an  article  will  take  when  applying  the  minimum  rate 
scale. 

It  is  not  the  minimum  rate  provided  for  the  rating  fixed  by 
the  "exceptions,"  but  the  rate  for  the  class  which  the  article 
takes  in  the  classification  proper,  which  governs. 

Liability  of  Carrier  for  Losses  from  Tank  Cars 

Ohio. — Question:  A  tank  car  of  turpentine  was  loaded  at 
Cincinnati  May  5,  1921,  to  full  shell  capacity  for  movement  to 
Chicago,  111.  After  inspection  at  Cincinnati  by  initial  line,  it 
was  found  to  be  O.  K.  It  moved  to  the  next  connecting  carrier, 
where  it  was  again  inspected  and  pronounced  O.  K.  It  then 
moved  to  the  third  carrier,  who  accepted  and  moved  it,  without 
exception,  to  the  Chicago  yards,  and  there  delivered  to  a  switch- 
ing carrier  on  the  same  day,  which  carrier  made  no  report  of 
any  bad  order,  but  handled  the  car.  The  next  a.  m.  after  ar- 
rival the  car  was  found  to  be  off  center  in  parallel  direction,  out- 
let pipe  broken  off  and  two-thirds  of  contents  lost.  The  switch- 
ing line  transferred  lading  to  another  car  and  delivered  same  to 
consignee. 

The  initial  line  admits  in  writing  that  car  passed  their  in- 
spection O.  K.  and  the  third  line  entering  Chicago  shows  a 
clear  record.  The  consignee  alleges  that  we  were  at  fault  for 
not  inspecting  car.  We  have  sworn  testimony  by  two  experts 
in  our  service  that  car  was  O.  K.,  shell  full  and  sealed.  We 
maintain  that  we  are  not  charged  with  being  inspectors  of  tank 
car  equipment,  although  this  tank  was  leased  to  us,  and  that 
the  carriers  are  liable  for  damage  to  this  load  to  the  same 
extent  as  if  in. a  car  owned  by  them.  The  switching  line  who 
wrecked  the  car  contends  that  it  is  not  responsible  because  the 
switching  took  place  on  level  ground,  that  the  car  was  old  and 
impact  was  light.  If  their  contention  is  correct,  the  so-called 
"unfair  usage  not  established"  and  "level  ground"  rules  would 
be  the  means  of  not  paying  a  number  of  claims.  Is  carrier,  in 
accepting  and  passing  any  vehicle  of  transportation,  responsible 
and  has  he  the  burden  of  proving  his  non-liability? 

We  contend  that  the  switching  line  is  liable  to  the  same 
extent  as  the  road  line,  but  if  it  refuses  to  pay  the  claim,  the 
road  line  should  pay  it,  and  arrange  settlement  with  the  switch- 
ing line.  The  goods  were  sold  on  a  stated  price,  and  we  con- 
tend that  title  passed  to  the  consignee  upon  delivery  to  the 
carrier.  While  we  have  sold  the  same  firm,  freight  prepaid,  this 
shipment  was  billed  open,  collect,  and  we  have  always  notified 
them  that  we  do  not  sell  goods  delivered.  They  claim  that  we 
should  handle  the  claim  and  make  collection  from  the  carrier. 
We  claim  that  we  cannot  do  this  unless  they  assign  the  claim 
to  us.  In  the  meantime,  they  refuse  to  pay  invoice  price  until 
they  collect  from  the  carriers. 

Answer:  When  a  common  carrier  receives  goods  for  trans- 
portation it  becomes  an  insurer  thereof  and  is  liable  for  any 
loss  of  or  injury  thereto,  unless  such  loss  or  injury  results  from 
an  act  of  God,  the  public  enemy,  the  fault  of  the  shipper,  or 
inherent  infirmities  in  the  goods.  In  an  action  against  a  carrier 
for  loss  of  or  injury  to  goods,  the  plaintiff  must  show  a  delivery 
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Campbell 

SHIPPING  TAGS 

stand  for 

Economy  and  Efficiency 

They  are  made  right  and  sold  right 

Campbell    Paper   Box   Co. 

SOUTH  BEND,  INDIANA 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and   Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 

RICHMOND,  VA. 


Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.  The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2^  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due  to  tuberculosis  is  more  than 
$500,000,000  annually. 
It  is  your  responsibility  to  combat 
this  human  and  economic  waste. 


Do  it  with  Christmas  Seals. 


Christmas  Sea 


ristmas  Mail 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight    Service    Without    Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
iTaku  Bar),  Chinwangtao,  Dairen 

SS  WEST  MOMENTUM  .  Dec.  12  SS  EASTERN  SAILOR  .  Jin.  23 
SS  WEST  KADER  ....  Jan.  2  SS  VINITA  .......  Feb.  13 

Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE   ...  Dec.  17 
SS  WEST  KEATS  ----  Jin.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO.,  "JS^Stf  «?,£•*• 
UNITED  AMERICAN  LINES,  INC.,  3"  So££<£0Sa!lT  Str<>et' 
R.  T.  JOHNS  &  COMPANY  NC., 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


I.  L.  BURLINGAME,  Pre.ident 

W.  E.  McGARRY,  Vice-Pre«.  and  Gen'l  Mgr. 

J.  C.  RYAN,  Traffic  Manager 


J.  F.  ROACH, 

Manager  Demurrage  Dept. 
A.  E.  HAID,  Counsel 


These  officers  have  had  years  of  experience  in  railroad 
service  and  are  in  position  to  render  expert  service  to  ship- 
pers anywhere  in  the  United  States. 

We  organize  traffic  departments  for  any  business  or  com- 
mercial body,  place  high-class  managers  in  charge  and 
fully  support  it  from  our  general  office. 

We  furnish  consulting  service  to  your  Traffic  Depart- 
ment, if  you  have  one,  or  will  give  you  expert  traffic  de- 
partment service  if  you  cannot  afford  to  have  a  department 
of  your  own. 

We  furnish  rates;  routes;  handle  rate  cases  with  rate 
committees;  prepare  and  handle  cases  before  the  Interstate 
Commerce  Commission,  State  Public  Service  Commissions, 
or  in  any  Court. 

We  trace  lost  or  delayed  shipments;  assist  in  securing 
cars  for  loading;  furnish  embargo  information,  finding  open 
routes  or  secure  permits. 

We  look  after  our  clients'  business  during  railroad 
strikes,  congestions,  or  other  transportation  emergencies. 

We  audit  freight  and  demurrage  bills  and  secure  refund 
of  overcharges. 

Consultation  service  furnished  on  engineering  problems 
involving  plant  locations,  track  layout,  etc. 

Inquiries  solicited.  List  of  satisfied  clients  furnished  on 
request. 

Reference:  Union  Station  Trust  Co.,  St.  Louis,  Mo. 
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to  the  carrier  in  good  condition  and  the  failure  to  perform  the 
contract  or  his  duty  according  to  his  undertaking.  Upon  such 
a  showing  the  carrier  has  the  burden  of  proving  that  the  loss 
occurred  through  some  cause  for  which  it  is  not  liable  as  an 
insurer.  Galveston,  etc.,  R.  R.  vs.  Wallace,  223  U.  S.  481. 

Under  the  Carmack  amendment  the  initial  carrier  is  liable 
for  any  loss  or  injury  occurring  anywhere  during  transportation. 
The  plaintiff  is  not  restricted  to  suing  the  initial  carrier  alone. 
He  may  sue  any  intermediate  or  connecting  carrier.  The  only 
requirement  is  that  if  he  does  sue  a  connecting  carrier,  he  must 
prove  that  the  loss  occurred  on  the  line  of  such  tarrier  and 
through  its  fault.  It  may,  therefore,  be  stated  as  the  law  that 
the  Carmack  amendment  does  not  exempt  from  liability,  ex- 
pressly or  by  implication,  the  terminal  switching  carrier  or  any 
other  connecting  carrier. 

In  two  federal  cases,  namely,  A.  G.  S.  vs.  Morris  &  Co.,  249 
F.  312,  and  Ry.  Co.  vs.  American  Cotton  Oil  Co.,  249  P.  308,  the 
question  of  the  liability  of  a  carrier  for  loss  of  oil  from  tank 
cars  furnished  by  shippers  has  been  considered.  In  one  case 
(A.  G.  S.  R.  Co.  vs.  Morris,  249  F.  312)  the  loss  resulted  from  a 
defect  in  the  car,  while  in  the  other  (Ry.  Co.  vs.  American 
Cotton  Oil  Co.,  249  F  308)  it  was  caused  by  the  improper  seat- 
ing of  the  valve.  In  both  decisions,  however,  the  cases  were  re- 


manded to  the  lower  courts  for  re-trial  on  the  ground  that  the 
questions  of  fact  should  have  been  submitted  to  the  jury  and 
that  the  lower  court,  therefore,  erred  in  sustaining  a  motion 
by  the  plaintiff  requesting  the  court  to  instruct  a  verdict  for  the 
plaintiff  for  the  amount  sued  for. 

The  federal  judge,  however,  in  both  cases,  held  that  if  the 
matters  set  up  by  the  railroad  companies  (in  one  case  that  a 
defective  car  was  furnished,  which  defect  was  not  apparent,  and 
in  the  other  case  that  the  loss  resulting  from  the  negligence  of 
the  shipper  in  loading  the  car),  if  true,  constituted  a  defense 
to  the  carrier. 

In  the  absence  of  statute  or  agreement,  the  risk  of  loss  as 
between  the  buyer  and  the  seller  depends  upon  which  party 
has  title  to  the  goods  at  the  time  such  loss  or  injury  occurs,  so 
if  the  title  has  passed,  the  risk  will  be  upon  the  buyer.  35  Cyc. 
343.  Where  goods  are  sold  to  be  shipped  to  the  buyer,  the 
place  of  delivery  to  the  carrier,  (it  being  regarded  as  the  buyer's 
agent  for  the  purpose  of  delivery)  will  ordinarily  be  deemed 
the  place  of  sale. 

If,  in  the  instant  case,  title  passed  to  the  buyer  upon  de- 
livery of  the  goods  to  the  carrier,  the  buyer  should  pay  for  the 
goods  and  then  proceed  against  the  carrier  for  damages  account 
of  the  loss  in  transit. 


The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  have  noted  with  interest  the  several  comments  in  connec- 
tion with  the  above  subject,  and  particularly  the  article  by  N.  E. 
Boucher,  published  November  26.  Mr.  Boucher  has  evidently  mis- 
interpreted the  language  of  that  portion  of  Section  8  which  he 
has  quoted.  The  term,  "or  shall  omit  to  do  any  act,"  is  specific, 
and  technically  cannot  be  used  as  a  basis  for  reparation  in  the 
event  of  rate  misquotation,  as,  in  other  words,  the  carrier  has 
actually  complied  with  the  law,  but  imparted  erroneous  infor- 
mation, which  act  is  not  provided  for  in  this  section.  An  amend- 
ment to  Section  8  might,  however,  possibly  be  added  something 
in  line  with  the  following:  "Further  in  the  event  of  a  carrier 
being  unable  to  comply  with  a  demand  to  furnish  a  specific 
tariff  and  furnishes  in  lieu  thereof,  and  upon  request,  a  written 
rate  quotation,  which  is  later  found  to  be  lower  than  the  legally 
published  rate,  that  the  carrier  assume  the  difference  in  the 
amount  accrued,  provided  that  the  party  requesting  such  serv- 
ice can  produce  evidence  of  loss  sustained  on  account  of  such 
misquotation." 

It  was  not  my  intention  to  cause  reflection  to  be  cast  on  the 
efficiency  of  railroad  rate  bureaus,  and  I  am  afraid  Mr.  Stebbings 
overstepped  the  mark  in  that  portion  of  his  proposed  amendment 
where  he  mentions  misquotations  being  knowingly  given.  It  is 
not  reasonable  to  assume  that  a  carrier  would  knowingly  quote 
a  rate  lower  than  the  one  legally  established,  nor  would  it  be 
policy  knowingly  to  quote  a  higher  rate. 

I  am  satisfied  that  all  rate  misquotations  are  due  to  error, 
as  railroad  employes  are  not  infallible,  but  my  point  is  that  the 
shipping  public  should  not  'be  compelled  to  reimburse  the  rail- 
roads for  their  own  errors  which,  in  most  cases,  are  not  dis- 
covered until  months  later,  and  incidentally  after  a  contract  is 
closed  between  shippers. 

The  situation  is,  I  admit,  a  very  difficult  one  to  meet  in  view 
of  the  fact  that  Section  2  imposes  on  the  carrier  the  duty  of 
collecting  all  the  lawful  charges,  but  from  a  business  viewpoint 
a  carrier's  rate  quotation  is  a  contract  price  for  its  services,  and 
should  be  adhered  to. 

B.  Scrivener, 

Acheson  Graphite  Company. 
Niagara  Falls,  N.  Y.,  November  30,  1921. 

Editor  The  Traffic  World: 

A  few  words  in  answer  to  Mr.  Peckham's  letter  of  November 
10.  Had  that  gentleman  carefully  read  mine  of  October  28,  this 
reply  would  have  been  unnecessary. 

Not  only  have  I  no  desire  to  class  rate  clerks  as  common 
criminals,  but,  on  the  contrary,  that  class  of  workers  rank  high 
in  my  esteem.  After  re-reading  my  letter  I  am  unable  to  see 
wherein  such  inference  can  be  drawn  or  even  that  there  haci 
been  any  misquotation. 

Mr.  Peckham  says  the  laws  are  unjust  to  the  railroads;  will 
he  kindly  be  specific  for  our  information?  The  penalty  asked 
for  by  him  already  is  provided  in  the  transportation  act. 

That  tariffs  should  be  simplified  I  agree;   as  some  of  them 


now  read  they  require  a  super-expert  to  interpret  them.  One 
aim  .in  mind,  when  suggesting  an  amendment  to  the  law,  was 
that,  by  penalizing  the  railroads  for  misquotations,  they  would 
be  compelled  to  pay  a  sufficient  wage  so  to  retain  such  experts 
and  also  would  be  forced  toward  simplification  of  tariffs,  thus 
insuring  greater  correctness  in  rate  quotations.  It  should  also 
be  noted  that  punishment  for  deliberate  violation  applied  to 
the  part  guilty,  whether  a  shipper  or  railroad  employe. 

The  present  law  provides  penalty  for  misquotation  but  does 
not  protect  the  shipper  from  such;  naturally  there  is  no  prosecu- 
tion. Section  8  of  the  present  act  may  prove  a  remedy  in  case 
of  damages  caused  through  misquotation,  but  prevention  of  dam- 
ages is  better  than  reimbursement.  It  would  seem  obvious  that 
protection  should  be  given  equally  to  both  railroads  and  ship- 
pers; neither  should  be  allowed  to  evade  their  responsibilities. 

That  anyone  should  attempt  to  excuse  or  condone  erroneous 
rate  quotations  simply  proves  him  ignorant  of  business  customs 
in  so  far  as  they  apply  to  the  making  of  purchasing  contracts. 
Where  large  tonnage  is  involved,  the  freight  rate  is  a  most  im- 
portant factor  and  application  to  the  railroad  for  written  quo- 
tations should  bring  positively  correct  response;  that  upon  which 
the  buyer  or  seller  can  absolutely  rely  without  question  or  doubt. 

Being  convinced  of  its  necessity  and  importance  is  my  reason 
for  urging  amendment  to  the  present  laws. 

A.  W.  Stebbings. 

Elmira,  N.  Y.,  November  30,  1921. 


HEARINGS   ON   DIVISION   CASES 

The  Traffic  World  Washington  Bureau 

The  Commission  has  reopened  for  further  hearing  No.  12030, 
Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  C.  et  al.,  particularly  for 
the  submission  of  additional  evidence  to  show  the  value  of 
complainant's  railroad  property  used  in  the  service  of  trans- 
portation; revenues  and  expenses  from  January  1,  1921,  to  date 
of  hearing;  tonnage  from  January  1,  1921,  to  date  of  hearing, 
by  months;  financial  statement  as  of  date  of  hearing;  and, 
money  expended  on  the  Federal  Valley  Railroad  since  its  oper- 
ation by  present  owners.  The  case  has  been  assigned  for  hear- 
ing at  Washington,  December  12. 

The  Commission  also  has  reopened  for  further  hearing  No. 
12004,  Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  and  Mis- 
souri Pacific  R.  R.,  particlarly  for  the  submission  of  additional 
evidence  of  a  nature  similar  to  that  asked  for  in  its  order  re- 
opening No.  12030,  Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  C.  et  al. 


CHANGES    IN    DOCKET 

Argument  in  No.  11941,  set  for  Washington,  November  29, 
was  postponed  to  December  3. 

Argument  in  12013,  Atlantic  Refining  Co.  vs.  Director-Gen- 
eral, N.  Y.  N.  H.  &  H.  et  al.,  assigned  for  November  26,  at  Wash- 
ington, D.  C.,  was  canceled. 

Hearing  on  No.  13028,  George  Green  Lumber  Co.  et  al.  vs. 
Ann  Arbor  et  al.,  which  was  scheduled  before  Examiner  Hosmer 
in  Chicago,  November  30,  was  indefinitely  postponed. 
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IK? 


Because  You  Are 
Vitally  Interested 


IN  THE 


General  Rate 
Inquiry  Hearings 


Which  Are  to  Be  Begun  on 

DECEMBER  14 

You  will  be  glad  to 
know  that  they  will 
be  promptly,  fully 
and  carefully  reported 


IN 


The  Daily  Traffic  World 

and  that  we  will  ac- 
cept your  trial  sub- 
scription to  this  ex- 
pedited service  for 
a  period  of  Thirty  or 
Sixty  Days. 

Samples  and  full  information  free 

The  Traffic  Service  Corporation 

418  South  Market 
CHICAGO,  ILL. 


UNITED  AMERICAN 


LINES, 


me. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between   New   York,   Boston,  Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boston          Phil..      New  Terk 

S.S.  AMERICAN     Dee.    3         Dec.    8 

S.S.  MEXICAN     Dec.  10 

8.8.  HAWAIIAN     

S.S.  PANAMAN    

Sailings    every    Thursday    from    New    York,    every 

other  Saturday   from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


Dec.  15 
Dec.  17  Dec.  22 
Dec.  24  Dec.  29 


EUROPEAN  SERVICE 

U.  S.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom    and    Continent — Direct    Fort- 
nightly    Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  'MOUNT  CLAY  Dec.  8 

S.S.  tBAYERN  Dec.  15 

S.S.  'MOUNT  CARROLL  Dec.  22 

S.S.  tHANSA  Dec.  29 

S.S.   'MOUNT    CLINTON     Jan.    5 

S.S.  fWUERTTEMBERG     Jan.  12 

•Carries  third-class  passengers. 

tCabin   and   third-class   passengers 

LOADING  PIER  86,  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

S.S.  CALLISTO    (Hamburg    only— via    Baltimore) Dec.  1* 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  CLARKSBURG    (via  Baltimore   and  Norfolk) Dec.  22 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (via  Norfolk) Dec.    8 

S.S.  CALLISTO     (Hamburg    only) Dee.  17 

S.S.  CLARKSBURG    (via    Norfolk) Dec.  29 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  DEUTSCHFELD   Dee.  10 

8.8.  CLARKSBURG  Dee.  31 

NEW  ORLEANS  TO  ROTTERDAM  AND 
HAMBURG 

S.S.  AMASSIA     Early  December 

S.S.  WESTERWALD    (Hamburg    only) Early    January 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Deli.    Port    Swettenham,    Singapore,    Batavia. 
Samarang,    Soerabaya 

S.S.  HALF    MOON    Dec.  10 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    S.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.  HALF  MOON   Dec.  10 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL   1020 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  48*1 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone   Fort  Hill  3084 

Bourse  Bldg..  Philadelphia  Phone  Lombard  7050 

GENERAL    PACIFIC    COAST    AGENT'S 
Williams,  Dimond  &  Co.,  310  Sansome  St.,  San  Franeise* 
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Personal  Notes 


Tullis  T.  Harkrader, 
newly  elected  president  of 
the  Traffic  Club  of  New 
York,  has  been  in  the  serv- 
ice of  the  American  To- 
bacco Company,  of  which 
he  is  traffic  manager,  for 
the  last  twenty-two  years. 
He  was  born  in  Middle- 
town,  Ohio,  and  was  first 
employed  in  New  York  by 
the  Pennsylvania  Railroad 
in  1897.  Two  years  later 
he  entered  the  service  of 
the  tobacco  company  and 
about  a  year  ago  was 
elected  a  director.  He  has 
been  a  member  of  the 
Traffic  Club  of  New  York 
since  the  year  it  was  or- 
ganized and  has  served 
three  years  as  a  member 
of  its  board  of  governors. 


Geo.  T.  Russell,  the  newly  elected  president  of  the  Traffic 
Club    Inc.,  of  Troy,  N.  Y.,  entered  railroad  service  as  clerk  in 

the  office  of  the  freight 
traffic  manager  of  the 
Fitchburg  Railroad  and 
after  the  merger  with  the 
Boston  &  Maine  Railroad 
was  employed  by  the  lat- 
ter road  as  assistant  to 
the  eastbound  freight 
agent  and  contracting 
freight  agent,  with  offices 
at  Boston,  and  later  trans- 
ferred to  Troy  as  traveling 
freight  agent.  He  left  the 
railroad  service  in  1900  to 
become  identified  with 
water  lines  serving  Mur- 
ray's Line  and  the  Hudson 
Navigation  Company,  re- 
signing from  the  latter 
company  to  organize  and 
operate  for  two  years  the 
traffic  bureau  of  the  Troy 
Chamber  of  Commerce.  In 
1917  he  became  traffic 
manager  for  the  Ludlum 
Steel  Company.  He  was 
one  of  the  incorporators 

of  the  traffic  club  and  has  been  a  strong  advocate  for  close  co- 
operation between  the  shipper  and  carrier. 


R.  M.  Taliaferro,  Jr.,  has  been  appointed  traveling  freight 
agent,  at  Jacksonville,  Fla.,  and  William  E.  Bilger,  traveling 
freight  agent,  at  Boston,  for  the  Norfolk  &  Western  Railway. 

The  Chicago  &  Eastern  Illinois  Railroad  has  announced 
the  following  appointments:  J.  D.  Sneed,  general  agent,  De- 
troit; J.  E.  Wittemore,  traffic  agent,  Detroit;  George  W.  Ward, 
traffic  agent,  Pittsburgh;  H.  J.  Dentzman,  general  agent,  freight 
department,  St.  Louis;  E.  C.  Walter,  traffic  agent,  freight  de- 
partment, Kansas  City,  Mo.;  L.  G.  Lucia,  general  agent,  freight 
department,  Milwaukee;  John  P.  New,  traveling  freight  agent, 
Milwaukee;  Frank  T.  Lonergan,  traffic  agent,  freight  department, 
Minneapolis;  Harry  A.  Perkins,  general  agent,  freight  depart- 
ment, Memphis;  L.  B.  Granthan,  traveling  freight  agent,  Mem- 
phis; Jasper  Triteline,  traffic  agent,  freight  department,  Bir- 
mingham; L.  C.  Shirah,  traffic  agent,  Jacksonville,  Fla.;  N.  C. 
Calvert,  general  agent,  Dallas;  W.  C.  Butcher,  traveling  pas- 
senger agent,  Dallas;  Wallace  Green,  traveling  freight  agent, 
Dallas;  C.  C.  King,  division  freight  agent,  Selma,  111. 

H.  H.  Scott  has  been  appointed  traveling  freight  agent  for 
the  Kansas  City  Southern  and  the  Texarkana  &  Ft.  Smith 
railways,  at  Houston,  Tex. 

H.  M.  Baker  has  been  appointed  traveling  freight  agent  for 
the  Baltimore  &  Ohio  Railroad,  at  Elkins,  W.  Va. 

The  General  Chemical  Company  has  announced  the  ap- 
pointment of  John  D.  Ross,  formerly  local  traffic  manager  at 
Chicago,  to  the  position  of  traffic  manager  at  New  York,  suc- 
ceeding George  H.  Stevenson,  who  died. 

H.  N.  Roberts  has  been  appointed  general  freight  and  pas- 


senger agent  for  the  Wichita  Falls,  Ranger  &  Ft  Worth  Rail- 
road, at  Ranger,  Tex.,  vice  J.  M.  Strupper,  who  resigned. 

Charles  W.  Balch  has  been  appointed  traveling  freight  agent 
for  the  Atlanta,  Birmingham  &  Atlantic  Railway,  at  Chicago. 

H.  B.  Folk,  formerly  agent  for  the  Old  Dominion  Line,  has 
been  appointed  agent  for  the  Richmond-New  York  Steamship 
Company,  at  Newport  News,  in  charge  of  that  company's  newly 
inaugurated  service  between  New  York  and  Newport  News 

Herman  S.  Garvey,  general  agent  for  the  Boston  &  Maine 
Railroad,  has  been  placed  in  charge  of  the  new  traffic  agency  of 
that  road  in  Detroit. 

George  A.  Schroeder,  secretary  of  the  Milwaukee  Traffic 
Club  and  former  traffic  manager  for  the  Milwaukee  Chamber  of 
Commerce,  died  at  his  home  in  Milwaukee,  November  28. 

John  M.  Dewberry  has  been  appointed  general  coal  and 
coke  agent  for  the  Louisville  &  Nashville  Railroad,  at  Louisville, 
vice  E.  H.  Dulaney,  who  resigned.  Henry  E.  Kremer  has  been 
appointed  assistant  general  freight  agent  for  the  same  road,  at 
Louisville,  vice  C.  D.  Quinn,  who  has  been  assigned  to  other 
duties. 

William  R.  Moore,  who  resigned  as  traffic  manager  for  the 
Cumberland,  Md.,  Chamber  of  Commerce  in  November  and 
became  traffic  manager  for  the  Ideal  Cocoa  &  Chocolate  Com- 
pany, New  York,  has  been  persuaded  to  return  to  his  old  position. 

B.  T.  Jones  has  been  appointed  agent  for  the  Central  Freight 
Association  Tariff  Bureau,  at  Chicago. 

The  St.  Louis  Southwestern  Railway  has  announced  the  fol- 
lowing appointments;  T.  L.  Hirshman,  general  agent,  freight 
department,  St.  Louis;  W.  F.  Knobeloch,  assistant  general  freight 
agent,  St.  Louis;  H.  D.  Landry,  assistant  general  freight  agent, 
Little  Rock,  Ark. 

C.  D.  Quinn  has  been  appointed  assistant  to  the  vice-president  ' 
of  the  Louisville  &  Nashville  Railroad,  at  Louisville. 

The  following  appointments  have  been  announced  by  the 
Illinois  Central:  C.  C.  Cameron,  general  freight  agent  for  the 
northern  and  western  lines;  William  Haywood,  general  freight 
agent  in  charge  of  solicitation;  J.  V.  Lanigan,  general  passenger 
agent,  Chicago;  J.  W.  Stevenson,  assistant  general  passenger 
agent,  Chicago. 

L.  F.  Burckart,  formerly  assistant  traffic  manager  of  the 
Chevrolet  Motor  Company,  has  been  appointed  traffic  manager 
of  the  Chamber  of  Commerce,  Flint,  Mich. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

Colonel  H.  D.  Loveland,  railroad  commissioner  of  California, 
spoke  on  "State  Regulation  of  Public  Utilities"  at  the  meeting 
of  the  Pacific  Traffic  Association,  held  in  the  Chamber  of  Com- 
merce assembly  hall,  San  Francisco,  November  29.  Stuart  Dag- 
get,  dean  of  the  college  of  commerce,  University  of  California, 
spoke  on  "The  History  of  the  Santa  Fe  Railroad." 

The  Traffic  Club  of  New  England  gave  its  annual  entertain- 
ment at  Jordan  Hall,  Boston.  "Nothing  But  the  Truth,"  a 
three-act  play,  was  presented  by  the  Athenian  Players,  and  the 
traffic  club  orchestra  and  glee  club  furnished  selections  be- 
tween acts. 


Election  of  officers  of  the  Traffic  Club  of  Kansas  City  will 
take  place  at  the  City  Club  rooms,  December  6.  A  smoker  and 
entertainment  will  follow  the  meeting. 


The  annual  meeting  and  informal  dinner  of  the  Traffic  Club 
of  New  York  was  held  at  the  Waldorf-Astoria,  November  29. 
The  following  officers  were  elected:  President,  T.  T.  Harkrader, 
traffic  manager,  the  American  Tobacco  Company;  vice-presidents, 
S.  M.  Stevenson,  general  eastern  freight  agent,  Norfolk  &  West- 
ern Railroad,  and  C.  L.  Hilleary,  traffic  manager,  F.  W.  Wool- 
worth  &  Co.;  secretary,  Charlton  A.  Swope,  general  eastern 
freight  agent,  Louisville  &  Nashville  Railroad;  treasurer,  Frank 
C.  Earle;  governors,  George  F.  Hichborn,  general  traffic  man- 
ager, U.  S.  Rubber  Company;  J.  A.  Martin,  general  agent,  Chi- 
cago, Burlington  &  Quincy  Railroad,  and  L.  M.  Porter,  assistant 
traffic  manager,  Fruit  Despatch  Company. 


The  Flint  Transportation  Club  of  the  Chamber  of  Commerce 
held  a  banquet  at  the  Hotel  Durant  November  17.  Stuart  A. 
Allen,  freight  traffic  manager,  B.  &  O.  Railway,  Chicago;  George 
C.  Conn,  director  of  traffic,  Buick  Motor  Company,  Flint;  Wm. 
E.  Holler,  managing  director  of  the  Chamber  of  Commerce,  and 
James  Sharpe,  general  western  agent  of  the  New  York,  Ontario 
&  Western  Railroad,  were  the  speakers. 


ALFRED  ON  EMPLOYES'  RELATIONS 

To  blame  the  present  troubles  of  the  railroads  on  the  lack 
of  initiative  shown  by  their  managing  heads  is  to  do  a  grave 
injustice  to  men  who  are  doing  their  best  but  who  are  ham- 
pered by  legislative  limitations  on  all  sides,  according  to  Frank 
H.  Alfred,  .president  and  general  manager  of  the  Pere  Marquette 
Railway,  who  spoke  at  a  recent  meeting  of  the  Grand  Rapids 
Traffic  Club.  Railroad  managers,  he  said,  are  limited  as  to 
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Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rates  to  Far  East  Reduced 

Write  us  for  particular* 
A  arm    <sorvi/-o   fninnaiw     A-  C-  SHERRARD,  Manarer 

Aetna  oervice  company,  si..n..hiP  A|.m..  cu.io,,,.  B«A,>,.  f,,,.,*wt  Af.ni. 

Suit*  1201,  14  Ea.t  Jackaon  Boulevard,  Chicago 

Agent.  Throughout  the  World.  Phone  llarriaon  1048 

New  York       Boilon       Philadelphia        Baltimore        N«w  Orlaani       Seattle       Sen  Franciic* 


Acquire  an  Expert  Knowledge  of* 

TRAFFIC  MANAGEMENT 

Would  you  b«  able  to  .ave  more  money  in  .hipping?—  to  reap 
greater  benefit   from  the  intentate  commerce  ruling.  ?  ~  to 
hnndlo  more  advantageouily  the  problem,  that  come  np  In 
dS7'S!"';  a"ll.f'irel«n  'raffle?     Then  Inreatifate  the  LaSalle  Problem 
MrthiHl  of  horne-.tiidy  In  Interstate  Commerce  and  In.lu.trlal  and 
Hallway  Traffic  Management.    Find  oat  how  thl.  coarae  can  aaetat 
you  to  Ix.ttor   knowledle  of  traffic  management   by  (Irln*  you 
the  experience  of  more  than  70  of  America',  well  known  aotbor- 
Itii'a   and   traffic  axawotmi.     Write   for  rataloa;   and 
low  (-o.t  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  1296-T       CHICAGO,  ILLINOIS 

Tla  Lartttt  liuiintti  Trtinan  Initiation  m  tilt  World 


FREIGHT  and  PASSENGER 

Bet 

MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sta.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

OUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailing,  to  Principal  Port. 

West  Coast,  South  America— Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604-11  Queen  &  Crescent  Bldg..  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  «4«  Marquette  Bldg . 
Cable  Address:  "Orleanahlp" 


Ne:w  Orleans   cc 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 


PASSENGERS  AND  FREIGHT 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Franciaco,  Loa  Angelea  to  Baltimore,  calling  at  porta 

in  Manzanillo,  Mexico,  San  Joae  de  Guatemala,  Acajutla, 

La  Libertad,  Salvador  and  Cuba. 

S.S.  Ecuador  sails  from  Baltimore  December  21st 
5.5.  Venezuela  sails  from  San  Francisco  January  3rd 

PANAMA  SERVICE 

San  Franciaco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

General  Offices:          508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Franciaco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7^-knot,  steamers:  5.5. 
Hoosier  State  (December  17th);  5.  5.  Golden  State  (Jan- 
uary 14th);  5.  5.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore.  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  5.  5.  Creole  State  (December  19th), 
5.  5.  Wolverine  State  (January  19th). 

Through  bills  of  lading  issued  to  and  from  point »  be\ond  port*  of  call 
For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Franciaco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agent.:  U.  S.  Shipping  Board 


BROOKLYN 


•PERSONAL  SERVICE' 


NEW  YORK 


MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


Fortnightly 
Sailings 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


100  A-l  Steel 

Steamers 


BOSTON,  MASS. 
PHILADELPHIA,  PA. 
PORTLAND,  ME. 


1 


SAN  DIEGO 
and         LOS  ANGELES 

SAN  FRANCISCO 


OAKLAND 

ASTORIA 

PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through  Bills-of -Lading  to  Hawaiian  Island*  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owner,  and  Operator.  U.  S.  Shipping  Board  Ship. 

136  South  4th  Street,  Philadelphia  111  Summer  Street,  Boston  601  Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  2  Stone  Street,  New  York  142  South  Clark  Street,  Chicago 


or, 


ADMIRAL   LINE,  Pacific  Coast  Ports 
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possible  income,  on  one  hand,  by  the  Commission,  and  are  forced 
to  maintain  a  high  expense  account,  on  the  other,  by  the  Labor 
Board.  The  recent  clash  with  organized  labor  which  all  but 
resulted  in  a  general  strike  was,  Mr.  Alfred  said,  no  reflection 
on  the  ability  and  diplomacy  of  the  railroad  managers.  Rather, 
the  fact  that  there  has  been  no  major  interruption  of  railroad 
services  since  the  outlaw  switchmen's  strike  of  April,  1920,  in 
which  time  there  have  been  numberless  serious  strikes  in  prac- 
tically every  other  line  of  industry  in  which  the  workers  are 
organized,  proved  the  method  of  handling  employes'  relations 
used  by  the  railroads  to  have  been  wise  and  effective. 

"Labor  unions  showed  their  unfairness  in  dealing  with  the 
employers  through  the  advantage  they  took  under  a  weak  gov- 
ernmental administration,"  said  Mr.  Alfred.  "Times  were  when 
employers  were  unfair  to  labor,  as  to  pay,  hours  of  labor,  and 
conditions.  I  give  the  labor  organizations  credit  for  having  as- 
sisted the  public  to  show  the  employer  the  error  of  his  ways  and 
establish  new  standards  for  the  laboring  man." 

Unfortunately,  however,  the  speaker  continued,  having 
achieved  its  objects,  organized  labor  did  not  rest,  but  forced 
its  advantage  until  "the  pendulum  that  once  swung  against  labor 
now  swings  against  the  employers."  He  said  that  it  would  be 
necessary  for  the  unions  to  revise  their  methods  and  objects  or 
admit  that  their  purposes  had  been  served  and  go  out  of  business. 

"My  theory  of  a  remedy,"  said  Mr.  Alfred,  "is  that  the'  laws 
regulating  the  relations  between  the  railroads  and  their  em- 
ployes should  be  repealed,  and  that  the  only  exaction  put  upon 
the  railroads  in  connection  with  the  handling  of  its  labor  should 
be  the  necessary  requirements  to  insure  safe,  sanitary  and  hu- 
mane working  conditions.  Wages  should  be  regulated  entirely 
by  the  law  of  supply  and  demand,  just  as  they  are  regulated  in 
other  lines  of  industry,  and  should  be  proportionate  to  rates  paid 
by  other  lines  of  industry  in  the  same  territory  for  the  same 
class  of  employment.  There  is  no  reason,  in  my  judgment,  for 
going  beyond  this  requirement,  beyond  which  our  operations 
should  be  under  what  is  known  as  the  open  shop,  under  which 
labor  should  be  given  its  rights  by  legislation  and  not  be  per- 
mitted to  encroach  upon  the  rights  of  the  public  and  upon  private 
corporations  through  the  practices  now  in  force." 

Mr.  Alfred  also  touched  upon  the  subject  of  motor  trans- 
portation over  highways,  which,  so  long  as  it  is  unregulated  and 
not  required  to  contribute  toward  the  maintenance  of  the  high- 
ways, he  declared  to  be  an  injustice  to  the  public  and  the  rail- 
roads that  are  required  to  furnish  the  funds  for  building  these 
roads.  He  also  pointed  out  the  weakness  in  the  plan  of  the  gov- 
ernment for  mobilizing  motor  trucks  during  the  threatened  strike 
because,  he  said,  truck  drivers  were  just  as  prone  to  strike  as 
railroad  workers. 


COAL  TO  CANTON,  ILL. 

The  question  of  jurisdiction  cropped  up  at  the  beginning  of 
the  hearing  on  No.  12993,  International  Harvester  Company  et  al. 
vs.  Chicago,  Burlington  &  Quincy,  before  Examiner  Hosmer,  in 
Chicago,  November  26.  The  case  involved  the  rate  on  soft  coal 
from  mines  in  the  Farmington-St.  Davis  group  to  Canton,  111., 
an  intrastate  movement,  and  was  in  the  opinion  of  the  examiner 
and  the  complainants,  probably  a  matter  for  settlement  by  the 
Illinois  commission.  Kenneth  Burgess,  attorney  for  the  carrier, 
asserted,  however,  that  the  rate  attacked  was  fixed  by  the  Inter- 
state Commerce  Commission,  and  that,  therefore,  the  shipper's 
only  recourse  was  in  that  body. 

The  rate  complained  of  was  one  which,  according  to  W.  M. 
Cave,  traffic  manager  for  the  harvester  company's  Canton  plant, 
had  been  raised  from  17 y2  cents  a  ton,  as  of  April  15,  1917,  to 
67  cents  at  the  present  time,  an  increase  of  283  per  cent.  Jusc 
prior  to  the  promulgation  of  General  Order  28,  he  said,  the  rate 
was  33  cents,  and  it  was  to  that  figure  that  he  asked  the  Com- 
mission to  reduce  the  rate  for  the  future  and  down  to  which 
he  asked  reparation.  The  33-cent  rate,  he  said,  would  yield  the 
railroad  a  per  car  earning  in  excess  of  $16.50,  a  ton-mile  earning 
of  10  cents,  and  a  car-mile  earning  of  $5.  The  weighted  aver- 
age haul  on  the  coal  involved,  he  said,  was  5.3  miles,  and  the 
minimum  haul  2  miles.  He  compared  the  rate  paid  and  the 
rate  asked  with  the  charges  made  by  the  C.  B.  &  Q.  and  other 
roads  for  hauls  of  comparable  length. 

Objection  to  the  latter  comparison  was  made  by  R.  B.  Battey, 
coal  traffic  manager  for  the  C.  B.  &  Q.,  who  ins'isted  that  the 
hauls  used  for  comparison  were,  for  the  most  part,  switching 
movements.  The  movement  involved,  he  said,  was  in  no  sense  a 
switching  movement,  because  it  was  performed  with  line  haul 
engines,  with  line  haul  crews  over  the  main  line  of  the  carrier. 
The  rate  as  charged  was  reasonable,  he  said,  and  ought  not,  in 
justice  to  the  carriers,  be  reduced,  especially  because  it  had  been 
before  the  Commission  previously  and  found  reasonable. 

C.   I.   &   L.    BONDS 

The  Chicago,  Indianapolis  &  Louisville  has  applied  to  the 
Commission  for  authority  to  issue  $955,000  of  its  first  and  gen- 
eral mortgage  5  per  cent  gold  bonds  to  reimburse  its  treasury 
for  expenditures  from  income  or  other  moneys  in  its  treasury. 
The  company  said  it  did  not  plan  to  sell  the  bonds  at  this  time, 
but  intended  to  pledge  them  for  short  term  notes. 


BARGE  LINE  RATES,  ETC. 

The  Traffic  World  Washington  Bureau 

The  complaint  filed  by  the  Secretary  of  War,  as  the  operator 
of  the  Mississippi-Warrior  Service,  against  the  Aberdeen  & 
Rockfish  and  all  other  railroads  in  the  country  (formal  docket 
No.  13290),  asking  for  joint  rail-and-water  rates  from  and  to  the 
ports  on  the  Mississippi  and  Warrior  rivers  at  which  the  gov- 
ernment's barge  line  is  prepared  to  interchange  traffic  with  the 
railroads,  is  one  of  the  most  elaborate  documents  ever  filed 
with  the  Commission.  It  contains  nine  maps  showing  the  ter- 
ritories from  which  and  to  which  the  Secretary  of  War  desires 
joint  rates  to  be  established. 

Theodore  Brent  is  the  real  complainant  in  his  capacity  as 
manager  of  the  barge  line.  He  submitted  that  in  the  public  in- 
terest and  in  the  enforcement  of  provisions  of  the  interstate 
commerce  acts  and  particularly  section  500  of  the  transportation 
law  the  Commission  should  institute  an  investigation  into  and 
concerning  the  public  necessity  for  through  routes  and  the  rea- 
sonableness and  propriety  of  joint  rates  to  and  from  the  ports 
mentioned;  namely,  New  Orleans,  Vicksburg,  Memphis,  Cairo, 
St  Louis  Mobile,  Demopolis,  Tuscaloosa,  Birmingport  and  Cor- 
dova He  alleges  in  his  complaint  that  the  combinations  now  in 
effect  are  much  higher  than  the  corresponding  all-rail  rates  and 
so  high  that  the  intensive  development  of  the  water-line  servic 
commanded  in  section  500  of  the  transportation  act  cannot  be 
made.  Therefore  he  asked  the  Commission  not  only  to  prescri 
the  rates,  but  also  the  divisions  thereof. 

The  complaint  is  novel,  in  form  at  least,  in  that 
on  the  back  page  thereof  a  picture  showing  one  of  Brent  s  tow 
boats  and  barges  on  the  Mississippi,  with  a  few  lines  thereunder 
showing  that  it  is  a  small   Mississippi  River  tow  of  new  ste 
equipment  carrying  from  ten  to  twelve  thousand  tons  of 

A  comprehensive  picture  of  the  Mississippi  river  barge  1 
and  what  it  is  accomplishing  in  moving  freight  by  water  i: 
in  a  statement  prepared  for   the  Department  of  Commerce   b 
E.  S.  Gregg,  chief  of  the  transportation  division  of  the  J 
of  Foreign  and  Domestic  Commerce. 

After  reviewing  the  establishment  of  the  service  by  the  Rail- 
road Administration  and  the  transfer  of  the  jurisdiction  of  1 
service  to  the  Secretary  of  War,  Mr.  Gregg  said: 

"In   inaugurating   a   freight   service   on   the   Mississippi 
first  consideration  was  to  co-ordinate  rail  and  river  traffic, 
factory  results  could  not  be  obtained  if  the  merchants  or  manu- 
facturers  were  to   confine   their  shipments   solely   to   the   water 
route      The  wide  distribution  of  products  of  the  territory  to  b 
served  made  it  necessary  to  provide  for  an  efficient  interchange 
of  freight  between  rail  carriers  and  the  barge  system. 
line  was  to  be  placed  on  a  paying  basis,  suitable  terminals  w 
the  first  need.     Accordingly,  terminal  limitations  existing  wh« 
the  new  line  was   started  have   been  improved;    and   when 
largements  now  under  way  have  been  completed,  facili 
the  rapid  and  efficient  interchange  of  traffic  will  be  assured 

~  "There  are   three  terminals  where  freight   is  received   and 
delivered  in  the  St.  Louis  district:     The  municipal  dock,  o 
by  the  city   a  modern  terminal,  being  constructed  at  South 
Louis  under  the  direction  of  the  engineer  corps,  United  State 
Army  and  a  small  terminal  at  East  St.  Louis  used  in  conjunct!* 
with  track  barges  for  handling  freight.     The  last  two  are   1 
property  of  the  line. 

"At  New  Orleans  the  barge  line  has  the  use  of  the  mun 
pal    docks,    enjoying   preferential    rights    to    700    feet    of   wharf 
front.     Another  terminal,  720  feet  in  length,  is  under  construc- 
tion at  the  export  dock.     A  marine  leg  for  unloading  grain  at 
the  New  Orleans  public  elevator  is  also  being  built  in  order  t 
facilitate  the  unloading  of  barges.    This  improvement  was  made 
possible  by  loans  authorized  by  the  Secretary  of  War. 

"At  Cairo,  the  barge  line  owns  a  floating  terminal,  consisting 
of  four  track  barges  capable  of  accommodating  36  cars  at  one 
time. 

"At  Memphis  the  municipal  terminal  is  used,  which  will 
supplemented  by  an  additional  terminal  now  in  course  of  con- 
struction.    Funds  for  this  purpose  have  been  loaned  to  the  city 
by  the  Secretary  of  War. 

"At  Vicksburg  the  track  barge  for  the  terminal  is  practically 
completed,  and  suitable  connections  with  rail  lines  are  in  course 
of  construction;  this,  too,  has  been  made  possible  by  War  De- 
partment loans  to  the  city. 

"A  comparison  of  the  floating  equipment  owned  and  char- 
tered on  June  30,  1920,  and  on  August  31,  1921,  is  interesting. 
Cargo  barges,  which  on  June  30,  1920,  numbered  44,  on  August 
31,  1921,  numbered  50;  towboats  increased  from  6  to  10;  fuel 
flats  numbered  4  on  both  dates;  and  miscellaneous  floating  equip- 
ment increased  from  2  to  23;  that  is,  the  total  of  56  craft  on 
June  30.  1920,  had  increased  to  87  by  August  31,  1921. 

"Four  of  the  towboats — the  Natchez,  Vicksburg,  St.  Louis 
and  Cairo — are  steel  twin-screw  tunnel  towboats  of  modern  con- 
struction, length  200  feet  over  all,  molded  breadth  40  feet,  draft 
6  feet,  and  indicated  horsepower  1,800.  The  other  towboats  are 
similar. 

"Forty  of  the  steel  cargo  barges  are  230  feet  in  length  over 
all,  with  a  molded  breadth  of  45  feet,  draft  5  feet  6  inches,  and 
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HOUSTON,  TEXAS 

Binyon-O'Keef  e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR  PERMANENT 
STOCK  DISTRIBUTION 

900,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.     Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


MEXICO 

Exporters,  Attention! 

Port  oi  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES: 
Laredo,  Texas  El  Paso,  Texa*  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  ut  for  fall  particular*  and  requett 
a  copy  of  our  ahipptn*  instruction*. 


No  Waiting  No  Writing  No  Telephones     *      No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the  "MISSING     COSTS"  for  all  purchases  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 


Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 


MUSKOGEE,  OKLA.  | 

Muskogee  Transfer  &  Storage  Co. 

2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  and  Carload 
Distributor* 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouses 

B.  R.  &  P.  WAREHOUSE,  Inc. 

LOUISVILLE  FREIGHT 

Carload,  Less  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co., 
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cargo  capacity  of  2,000  tons.  Ten  of  these  barges  have  'been 
adapted  to  carry  cargoes  of  118,400  gallons  each  of  oil  or  other 
liquids  in  the  wing  compartments.  The  remaining  barges  are 
smaller  in  size  and  capacity.  Five  'barges  and  two  towboats 
are  chartered,  but  the  rest  of  the  equipment  is  owned  by  the 
barge  line. 

"Sailings  are  made  weekly  from  each  terminal.  The  down- 
stream schedule  from  St.  Louis  to  New  Orleans  averages  8  days. 
Upstream  (New  Orleans  to  St.  Louis),  the  average  schedule  is 
16  days. 

"In  addition  to  the  local  river  traffic,  the  Mississippi  line  now 
serves  a  wide  region,  including  points  in  Southeastern,  Central 
Freight  Association  and  Western  Trunk  Line  territories,  at  sub- 
stantial savings  in  transportation  charges,  through  joint  rates 
established  with  the  rail  carriers.  The  differential  rates  be- 
tween New  Orleans,  Memphis  and  St.  Louis,  as  published  by  the 
traffic  department  of  the  line,  are  approximately  20  per  cent 
lower  than  those  over  the  all-rail  routes;  and  rates  correspond- 
ingly low  are  in  effect  to  and  from  interior  points  in  16  states. 

"The  table  below  shows  the  principal  commodities  moving 
on  the  Missssippi  river,  northbound  and  southbound,  from  No- 
vember 1,  1919,  to  August  31,  1921.  It  will  be  noted  that  the 
southbound  movement  of  wheat  exceeds  all  other  commodities  in 
either  direction.  The  commodity  next  in  importance  is  sisal,  of 
which  61,648  short  tons  moved  northbound.  Coffee  also  moved 
northbound  in  large  volume. 

PRINCIPAL,      COMMODITIES      TRANSPORTED      BY     MISSISSIPPI 
RIVER  LINE,   NOVEMBER  1,  1919,  TO  AUGUST  31,  1921 

Northbound  Southbound  Total 

Commodities  Short  Tons  Short  Tons  Short  Tons 


Wheat 


134,346 


957 


Cotton 

Corn 

Coffee     ..................................   20,925 

Burlap     .................................  20,385 

Iron    and    steel    articles  .................     1,352 

Molasses    and    sirup  .....................     2,742 

Flour   and   meal  .........................          38 

Bauxite   ore    ............................     8,307 

Jute  butts   ..............................     7,640 

Nitrate  soda  ............................     6,645 

Sugar   ...................................     5,747 

Starch    ...................................... 

Agricultural  implements  .................... 

Canned  goods  ...........................          44 

Roofing,   prepared    .......................... 

Packages   (empty)   returned  .............     2,017 

Tea   sweepings    .........................     2,002 

Other   ...................................   19,027 


Total    159,476 


31,013 

23,159 

31 

20 

10,365 
8,822 
8,506 


5,291 
5.055 
3,661 
2,690 


63,916 
296,875 


134,346 
61,648 
31,970 
23,159 
20,956 
20,405 
11,717 
11,564 
8,544 
8,307 
7,640 
6,645 
5,747 
5,291 
5.055 
3,705 
2,690 
2,017 
2,002 
82,943 

456,351 


"Tonnage  and  revenues  for  southbound  traffic  are  greatly  in 
excess  of  those  for  movement  in  the  reverse  direction,  as  will 
be  seen  from  the  accompanying  statement.  Out  of  a  total  of 
456,351  tons  handled  from  November  1,  1919,  to  August  31,  1921, 
296,875  tons  of  merchandise  moved  down  the  river.  Since 
April,  1921,  the  use  of  this  waterway  has  increased  decidedly 
over  that  of  the  earlier  mouths,  the  August  tonnage  showing  the 
largest  volume  of  business  since  the  line  began." 

CARGO     HANDLED    AND    GROSS     REVENUES     ON     MISSISSIPPI 
RIVER   LINE,    NOVEMBER    1,    1919,    TO   AUGUST   31,    1921 


Months 

Short      Reve- 

Short             Ui.-vc- 

Short 

1919— 

tons 

nue 

tons 

nue 

tons 

November    .  .  . 

...     1,876 

$    5,663 

13,382 

$      37,720 

15,258 

December    .  .  . 

.  .  .     2,809 

6,341 

4,872 

11,225 

7,681 

1920— 

January    

5,965 

18,872 

3,844 

15,615 

9,809 

February 

,...     5,898 

13,967 

6,156 

20,190 

12,054 

March    

...     8,819 

29,768 

7,699 

39,385 

16,518 

April     

...     5,766 

22,648 

6,407 

34,420 

12,173 

May    

...     5,391 

19,494 

19,846 

S3,  271 

25,237 

June    

...     4,261 

15,950 

12,917 

57,183 

17,178 

July    

...     5,731 

28.985 

9,671 

41,639 

15,402 

August    

932 

3,826 

14,460 

61,516 

15,392 

September    ... 

.  .  .     5,232 

24,868 

7,232 

34,747 

12,464 

October     

...     2,470 

16,130 

7,826 

37,365 

10;296 

November    .  .  . 

...     3,668 

18,556 

5,248 

36,800 

8,916 

December   .... 

...     6,957 

33,047 

4,901 

38,623 

11,858 

1921— 

January    

...     1,462 

10,420 

4,459 

31,200 

5,921 

February 

...   10,716 

50,761 

12,847 

59,501 

23,203 

March    

.  .  .     5,272 

28,112 

18,740 

86,767 

24,012 

April    

...   12,957 

77,423 

23,960 

117,507 

36,917 

May    

.  .  .   13,929 

75,220 

•20,4X3 

97,667 

34,412 

June     

...   18,451 

96,761 

20,025 

106,344 

38,476 

July    

...   10,140 

53,563 

34.689 

143,719 

44  829 

August    

...   20,774 

103,209 

37,571 

163,369 

58,345 

Total- 


Reve- 
nue 
43,383 
17,566 

34,487 
34,157 
69,153 
57,068 
102,765 
73,133 
70.024 
65,342 
59,615 
53,495 
55,356 
71,670 

41,620 
110,262 
114,879 
194,930 
172,887 
203,105 
197,282 
266,578 

Total   159,476     $753,584     296,875     $1,355,773     456,351     $2,109,357 

TRANSCONTINENTAL  LUMBER  RATES 

Schedules  of  transcontinental  rates  on  lumber  and  forest 
products,  containing  reductions  to  a  basis  ten  cents  higher  than 
the  rates  in  effect  prior  to  Ex  Parte  74,  which  it  was  expected 
would  be  filed  with  the  Commission  to  become  operative  Decem- 
ber 6,  have  been  delayed.  Sixth  section  order  No.  55795,  which 
gave  the  Transcontinental  Freight  Bureau  permission  to  file 
these  tariffs  on  ten  days'  notice,  contained  a  clause  which  for- 
bade fourth  section  deviations  in  the  new  rates.  Inasmuch  as 
the  tariffs  which  the  proposed  schedules  were  to  cancel  or  sup- 
plement contain  numerous  deviations  of  that  kind,  which  would 


probably  be  aggravated  under  the  proposed  rates,  the  Commis- 
sion was  asked  to  amend  its  order. 

On  November  30  the  bureau  was  notified  that  the  order 
would  be  amended,  as  requested,  by  the  elimination  of  any  ref- 
erence to  fourth  section  violations.  Work  on  the  new  schedules 
is  to  be  completed  as  soon  as  the  amended  order  arrives  in 
Chicago  and  is  checked.  Transcontinental  carriers  that  expect 
to  carry  a  considerable  tonnage  of  forest  products  under  the 
new  rates  are  anxious  to  have  them  put  into  effect  as  soon  as 
possible.  There  is  said  to  be  little  movement  of  these  com- 
modities by  rail  from  the  Northwest  at  the  present  time,  but 
a  tremendous  volume  is  said  to  be  moving  via  water,  mostly 
in  cargo  lots,  to  the  Atlantic  ports. 

Since  the  formal  concurrence  of  the  eastern  lines  in  the 
new  rates,  notices  have  been  received  by  the  bureau  that  the 
New  Haven,  the  Boston  &  Maine  and  the  Bangor  &  Aroostook 
desire  a  continuance  of  the  present  rates.  The  old  rates  will, 
therefore,  be  retained  so  far  as  traffic  carried  over  those  lines 
is  concerned. 


OPERATING  STATISTICS 

The  Traffic  World  Washington  Bureau 

Freight  and  passenger  service  operating  statistics  of  164 
Class  1  roads  for  September  and  the  nine  months  ended  with 
September,  issued  by  the  Bureau  of  Statistics  of  the  Commis- 
sion, show  that  in  September  the  net  ton-miles  amounted  to 
30,825,000,000  as  against  40,998,000,000  in  September,  1920,  and 
in  the  nine  months,  252,882,000,000  net  ton-miles  as  against 
334,457,000,000  net  ton-miles  in  the  same  period  of  1920,  a  de- 
crease of  81,575,000,000  net  ton-miles  for  the  nine-month  period 
this  year  as  compared  with  that  in  1920. 

The  average  number  of  freight  cars  on  line  daily  in  Sep- 
tember was  2,440,507  as  against  2,414,055  in  September,  1920, 
and  the  number  of  stored  cars  was  154,032  as  against  848  in 
September,  1920.  In  the  nine  months  the  average  number  of 
freight  cars  on  line  daily  was  2,420,466  as  against  2,480,818  in 
the  same  period  in  1920,  and  the  number  of  stored  cars  was  285,- 
922  as  against  6,871  in  the  1920  period. 

The  per  cent  of  unserviceable  cars  of  total  cars  on  line  in 
September  was  15.5  per  cent  as  against  7.2  per  cent  in  Septem- 
ber, 1920.  Car-miles  per  car-day  totaled  23.8  in  September  as 
against  28.2  in  September,  1920;  net  ton-miles  per  car-day  to- 
taled 421  as  against  566  in  September,  1920;  net  tons  per  loaded 
car  averaged  27.1  in  September  as  against  30  in  September, 
1920;  net  tons  per  train  averaged  679  in  September  as  againsi 
746  in  September,  1920;  coal  consumption  in  freight  road  serv- 
ice totaled  5,695,487  net  tons  in  September  as  against  7,402,543 
net  tons  in  September,  1920. 

For  the  nine  months  the  per  cent  of  unserviceable  cars  of 
total  cars  on  line  was  12.9  as  against  6.8  in  the  1920  period. 
Car-miles  per  car-day  averaged  21.9  as  against  24.5  in  the  1920 
period;  net  ton-miles  per  car-day  averaged  383  as  against  492 
in  the  1920  period;  net  tons  per  loaded  car  averaged  27.8  as 
against  28.9  in  the  1920  period;  net  tons  per  train  averaged  650 
as  against  712  in  the  1920  period;  coal  consumption  in  freight 
road  service  totaled  50,863,495  net  tons  as  against  65,749,641  net 
tons  in  the  1920  period. 

In  the  passenger  service  in  September  passenger-train  car- 
miles  averaged  292,112,000  as  against  311,544,000  in  September, 
1920,  and  in  the  nine  months,  2,604,762,000  as  against  2,671,801,000 
in  the  corresponding  period  of  1920.  Train-miles  averaged  44,- 
819,000  in  September  as  against  46,787,000  in  September,  1920, 
and  in  the  nine  months,  409,443,000  as  against  414,585,000  in  the 
1920  period. 

Coal  consumption  in  passenger  road  service  totaled  2,414,961 
net  tons  in  September  as  against  2,686,209  in  September,  1920, 
and  in  the  nine  months,  22,950,510  net  tons  as  against  24,978,502 
net  tons  in  the  1920  period. 


SALE    OF    EQUIPMENT    CERTIFICATES 

Director-General  Davis  has  confirmed  additional  sales,  at  par 
plus  accrued  interest,  of  $2,539,100  of  railroad  equipment  trust 
certificates  now  held  by  the  government,  as  follows:  Richmond, 
Fredericksburg  &  Potomac,  1922  to  1927,  inclusive,  $393,600; 
Atlantic  Coast  Line,  1922  to  1924,  inclusive,  $1,275,900;  Virginian 
Railway,  1928  to  1935,  inclusive,  $869,600. 

The  total  amount  of  equipment  trust  certificates  sold  by  the 
government  to  date,  at  par  plus  accrued  interest,  is  $120,068,300. 

Director-General  Davis  has  announced  that  he  has,  with  the 
consent  of  the  President,  confirmed  additional  sales,  at  par  plus 
accrued  interest,  of  railroad  equipment  trust  certificates  now- 
held  by  the  government  as  follows: 

Alabama   Great  Southern,   1922   to  1935,    inclusive...  ..   $    154000 

Pittsburgh,    McKeesport    &    Toughiogheny,      1922,      to     1927 

inclusive     1  129  800 

Chicago   Northwestern,    1922   to   1924,    inclusive .....!'.  li994]70t 

Total  amount  of  these  sales   is $3,278,500 

The  sales  were  arranged  by  Eugene  Meyer,  Jr.,  managing 
director  of  the  War  Finance  Corporation.  The  total  amount  of 
equipment  trust  certificates  sold  by  the  government  to  date  is 
$117,529,200. 
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COFFEE  IMPORTERS 

GALVESTON 

Since  the  re-establishment  of  rail  rates  has  now  given  Galveston  rates  com- 
petitive with  other  ports  based  on  geographical  position,  quantities  of  coffee  are 
now  being  routed  from  Brazil  to  Galveston  for  distribution  to  points  in  the 
Mississippi  Valley  and  West  of  the  Mississippi  River. 

Shipments  can  be  handled  for  immediate  reconsignment  or  for  storage  and 
concentration.  If  the  latter  is  desired  our  services  are  combined  with  those  of 
the  Concentration  Company,  whose  advertisement  appears  on  this  page. 

Our  organization  is  strictly  a  Galveston  organization,  conversant  with  all 
facilities  at  this  port.  This  feature  alone  is  worth  considerable  to  our  clients  in 
prompt  forwarding. 


CORRESPONDENCE  SOLICITED 


THE  STONE  FORWARDING  CORPORATION 


220 — 21st  Street  Galveston 

Forwarders  and  Customs  Brokers 


Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 


COTTON  CONCENTRATION  COMPANY,  Inc. 
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COAL  PRODUCTION  REPORT 

The  Traffic  World  Washington  Bureau 


"Production  returns  during  the  week  ended  November  19 
show  that,  with  the  stimulus  of  possible  railroad  and  mine 
strikes  withdrawn  for  the  present,  the  market  will  no  longer 
absorb  as  much  as  9,000,000  tons  a  week,"  the  Geological  Survey 
said  in  its  current  coal  report. 

"Because  of  the  successive  holidays  of  All  Saints'  day,  elec- 
tion day  and  Armistice  day,  the  two  weeks  immediately  pre- 
ceding had  afforded  no  real  test  of  demand.  The  total  output  of 
soft  coal  in  the  week  of  November  19  is  estimated  at  8,843,000 
net  tons.  In  comparison  with  the  high  point  reached  just  before 
the  news  was  received  that  a  railroad  strike  had  been  averted, 
this  was  a  decrease  of  2,206,000  tons. 

"The  all-rail  movement  to  New  England  continued  to  decline 
in  the  week  ended  November  19.  A  total  of  2,997  cars  of  an- 
thracite and  3,022  cars  of  bituminous  coal  were  forwarded 
through  the  six  rail  gateways  over  the  Hudson.  When  com- 
pared with  the  week  preceding,  decreases  are  shown  of  35  and 
437  cars,  respectively.  Bituminous  shipments  were  only  two- 
thirds  as  great  as  those  in  the  corresponding  week  of  1920. 

"The  movement  of  soft  coal  up  the  lakes  continues  to  de- 
cline as  the  close  of  the  season  approaches.  During  the  week 
ended  November  20,  273,569  tons  were  dumped  at  Lake  Erie 
ports,  a  decrease  from  the  preceding  week  of  106,042  tons. 

"Cumulative  dumpings  during  the  present  season  now  stand 
at  22,625,575  tons  and  exceed  the  figures  for  1919  and  1920  by 
about  175,000  tons.  Compared  with  1918,  however,  1921  is  six 
and  a  half  million  tons  behind. 

"Receipts  of  both  hard  and  soft  coal  at  the  head  of  Lake 
Superior  increased  during  October.  Reports  from  the  United 
States  engineer  office  show  that  a  total  of  1,065,000  net  tons 
were  unloaded,  against  854,996  tons  in  September.  Of  the  total 
receipts,  257,240  tons  were  anthracite  and  808,260  tons  were 
bituminous  coal. 

"Total  receipts  during  the  present  lake  season  have  been 
9,640,924  tons.  They  exceed  by  a  wide  margin  those  in  1920 
and  1919,  and  are  but  218,814  tons  behind  1918. 

"The  tidewater  business  through  Hampton  Roads  continues 
to  slacken,  and  in  the  week  ended  November  19  was  back  on  a 
level  with  early  October,  before  the  flurry  caused  by  apprehen- 
sion over  a  possible  railroad  strike.  A  total  of  241,050  net  tons 
was  dumped  into  vessels  as  against  338,192  in  the  week  of  Octo- 
ber 29.  The  decline  centered  in  the  coastwise  movement  to  New 
England,  which  fell  from  172,564  to  149,597  tons.  Exports 
amounted  to  only  35,212  tons." 


PETITIONS    FOR    REHEARING,    ETC. 

Complainant  in  No.  11489,  Columbia  Quarry  Co.  vs.  Director- 
General,  has  asked  for  a  rehearing. 

The  Director-General  has  asked  the  Commission  to  give 
further  consideration  to  No.  11547,  Pillsbury  Flour  Mills  Co. 
et  al.  vs.  Director-General  et  al. 


PRINTING  AND  WRAPPING  PAPER  RATES 

Paper  producers  who  operate  mills  in  Wisconsin  and  the 
northern  peninsula  of  Michigan  do  not  like  the  way  the  car- 
riers went  about  it  to  comply  with  the  decision  of  the  Commis- 
sion in  the  Michigan  Paper  Mills  Traffic  Association  case,  No. 
9987,  reported  at  59  I.  C.  C.  647.  In  their  complaint  in  No. 
12986,  Wisconsin  Traffic  Association  vs.  Algoma  Central  &  Hud- 
son Bay  et  al.,  hearing  on  which  was  begun  before  Examiner 
Hosmer  in  Chicago,  December  2,  it  was  alleged  that  the  carriers 
chose  to  remove  the  discrimination  which  the  Commission  said 
existed  in  the  rates  on  printing  and  wrapping  paper  from  the 
Michigan  mills  to  destinations  in  Wisconsin,  Illinois,  Iowa,  Mis- 
souri and  Minnesota,  to  the  extent  that  rates  from  the  Michigan 
mills  to  consuming  points  in  the  states  mentioned  exceeded 
certain  prescribed  differentials  over  rates  to  the  same  destina- 
tions from  the  so-called  Fox  River  and  northern  Wisconsin 
producing  groups,  by  increasing  the  latter  rates.  The  complain- 
ants also  alleged  that  the  carriers  had  included  in  the  readjusted 
rates  certain  commodities  not  mentioned  in  the  order  in  No. 
9987,  as  well  as  origin  points  and  destination  points  other  than 
those  contained  in  the  order.  As  a  result,  they  claim,  they  have 
been  damaged  and  numerous  fourth  section  discrepancies  have 
been  created. 

C.  R.  Hillyer,  attorney  for  the  Wisconsin  association,  which 
comprises  35  producers  with  an  annual  tonnage  of  400,000  of 
the  commodities  involved,  told  the  examiner  that  when  the 
schedules  against  which  the  complaint  was  brought  were  filed 
his  clients  asked  that  they  be  suspended  and  that  their  request 
was  denied.  Aside  from  the  objections  above  enumerated,  he  said 
that  it  was  his  intention  to  attack  the  measure  of  the  rates  as 
being  higher  than  reasonable. 

J.  N.  Davis,  attorney  for  the  C.  M.  &  St.  P.,  appearing  for 
the  western  trunk  lines,  asked  that  the  case  be  continued  until 
the  Commission  decided  the  consolidated  paper  cases  (dockets 
No.  11950,  11981  and  12108),  in  which  a  tentative  report  was 
recently  made.  He  said  the  issues  were  similar  and  that  he 


did  not  think  it  fair  to  call  on  the  carriers  to  defend  the  same 
matters  over  and  over  again.  His  proposal  being  overruled,  he 
announced  that  the  western  lines  would  put  in  no  testimony,  but 
would  ask  the  Commission,  after  the  hearing,  to  consolidate  the 
instant  case  with  those  mentioned.  D.  P.  O'Connell,  represent- 
ing the  C.  F.  A.  lines,  said  that  he  intended  to  put  in  testimony. 


L.  &  P.  BRANCH  ABANDONMENT 

The  Commission  has  issued  a  certificate  authorizing  the 
Louisiana  &  Pacific  Railway  Company  to  abandon  a  branch  line 
extending  from  Longville  to  Vandercook,  La.,  a  distance  of  5.5 
miles.  The  branch  was  originally  constructed  as  a  logging  fa- 
cility by  the  Longville  Lumber  Company,  the  cost  being  given 
as  $54,234.84.  The  mill  of  the  lumber  company  was  destroyed 
by  fire,  June  3,  1921,  and  Longville  will  be  abandoned,  according 
to  the  Commission's  report. 


PACIFIC  CAR   DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  Sep- 
tember, 1921,  shows  11,020  cars  held  overtime — a  percentage  of 
05.43— as  against  13,767  cars — a  percentage  of  06.80— for  Septem- 
ber, 1920. 


PAYMENTS  TO  CARRIERS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts:  Los  Angeles  &  Salt  Lake  Railroad  Company,  $800,000; 
Akron  Union  Passenger  Depot  Company,  $14,000;  Lorama  Rail- 
road Company,  $2.350. 


C.  G.  W.  LOAN 

The  Commission  has  approved  a  loan  of  $240,000  to  the 
Chicago  Great  Western  Railroad  Company  for  a  period  of  one 
year  from  December  1,  1921,  to  aid  the  company  in  meeting 
maturing  indebtedness. 


Digest  of  New  Complaints 


No.  13286.    Empire  Refineries,  Inc.,  Tulsa,  Okla.,  vs.  Director  General, 
as  agent,  Midland  Valley  et  al. 

Unjust  and  unreasonable  rates  on  casinghead  blend  from  Tal- 
lant  Switch,  near  Bigheart,  Okla.,  to  Ponca  City,  Okla.  Asks 
reparation. 

No.  13287.    Covert  Gear  Co.,  Inc.,  et  al.,  Lockport,  N.  Y.,  vs.  Pennsyl- 
vania et  al. 

Unjust  and  unreasonable  rates  on  coal  from  points  in  Pennsyl- 
vania, Ohio  and  Virginia  to  Lockport,  N.  Y.  Asks  just  and  reason- 
able rates  and  reparation. 

No.  13288.    Mississippi  Valley  Iron  Co.,  St.  Louis,  vs.  Chicago  &  North- 
western et  al. 

Unreasonable,  exorbitant,  unjust,  unjustly  discriminatory  rate  on 
iron    ore   from   Ironwood,    Mich.,    to   Carondelet,    Mo.,    to   extent    it 
exceeds  the   rate   to  Granite  City,   111.,   fixed   by  the   Commission. 
Asks  for  a  rate  of  $3.25  per  gross  ton  and  for  reparation. 
No.  13288,  Sub.  No.  1.    S'ame  vs.  Same. 

Same  complaint  as  to  rate   from  Baraboo.   Wis.,   to   Carondelet, 
Mo.    Asks  for  rate  of  $2.35  per  gross  ton  and  reparation. 
No.   13289.     Mark  McFadden,   Detroit,   Mich.,  vs.  Director  General,  as 
agent. 

Unjust  and  unreasonable  rate  of  $4.10  per  ton  on  prepared  coal 
from  Pennsylvania  points  via  Black  Rock,  N.  Y.,  to  Detroit,  Mich., 
to  the  extent  that  it  exceeded  rate  of  $3.70.    Asks  reparation. 
No.  13289.  Sub.  No.  1.     R.  L.  Aylward,  Detroit,  Mich.,  vs.  Same. 

Unjust  and   unreasonable    rates   on   anthracite   coal    from   Penn- 
sylvania points  via  Black  Rock,   N.  Y.,   to  Detroit.     Asks  repara- 
tion. 
No.  13289,  Sub.  No.  2.     Mark  McFadden  vs.  Same. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Pennsyl- 
vania   points    via    Suspension    Bridge,    N.    Y.,    to    Detroit.      Asks 
reparation. 
No.  13289,  Sub.  No.  3.     West  Side  Coal  Co.,  Detroit,  vs.  Same. 

Unjust  and  unreasonable  rates  on  prepared  coal  from  Pennsyl- 
vania points  via  Black  Rock,  N.  Y.,  to  Detroit.     Asks  reparation. 
No.    13289,    Sub.    No.   4.     Schmied   Coal   and   Lumber  Co.,    Detroit,    vs. 
Same. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Pennsyl- 
vania   points    via    Suspension    Bridge,    N.    Y.,    to    Detroit.      Asks 
reparation. 
No.  13289,  Sub.  No.  5.    West  Side  Coal  Co.,  Detroit,  vs.  Same. 

Unjust  and  unreasonable  rates  on  prepared  coal  from  Shamokin. 
Pa.,  to  Detroit,  via  Black  Rock,  N.  Y.     Asks  reparation. 
No.  13289.  Sub.  No.  6.     R.  L,.  Aylward,  Detroit,  vs.  Same. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Pennsyl- 
vania producing  points  to  Detroit  via  Buffalo,  N.  Y.     Asks  repara- 
tion. 
No.  13289,  Sub.  No.  7.     Same  vs.  Same. 

Unjust  and  unreasonable  rates  on  prepared  anthracite  coal  from 
producing    points    in    Pennsylvania    to    Detroit    via    Black    Rock. 
N.  Y.     Asks  reparation. 
No.  13289.  Sub.  No.  8.     Union  Coal  Co.,  Detroit,  vs.  Same. 

Unjust  and   unreasonable   rates   on   prepared   coal   from   Carbon - 
dale,  Pa.,  to  Detroit,  via  Suspension  Bridge,  N.  Y.     Asks  repara- 
tion. 
No.  13289.  Sub.   No.  9.     Mark  McFadden  vs.  S'ame. 

Unjust  and  unreasonable  rates  on  anthracite  coal  from  Pennsyl- 
vania   points    to    Detroit    via    Suspension    Bridge,     N.    Y.       Asks 
reparation. 
No.  13289,  Sub.  No.  10.     F.  E.  Burdette  Coal  Co.,  Detroit,  vs.  Same. 

Unjust  and  unreasonable  rates  on  prepared  coal  from  Pennsyl- 
vania points  to  Detroit,  via  Black  Rock  N  Y 

No.  13290.     The  Secretary  of  War,  operating  Mississippi-Warrior  Ser- 
vice, vs.  Aberdeen  &  Rockfish  et  al. 

Asks  Commission  to  institute  investigation  for  the  purpose  of 
establishing  through  routes  and  joint  rail-and-water.  water-and- 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agent* 

LAREDO,  TEXAS 

Branch**  in  all  Principal  Citi««  in  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  Hnk  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


HUME    <J/ 
IHRICHARDS 


K  A  N   S  A  Sa0«ir 

MULBERRY 

M   I 


flPITTSBURG 

GULFTO'N 
JOPMN 


RNEOSHO 

K/ SPRINGS  /     \ 

SULPHUR    SPRINGS 


{WSILOAM    SPRINGS 


?UWESTVILLE 


SjTEXARKANA 


\ 

MANSFIELD 
WOllL 

OHNBECK 
EE3VILCE 


CHARLES 
5 

rt  Bolivar 


GALVESTOtsHj 


The  particular  attention  of  EXPORTERS  is 
called  to  exceptionally  good  facilities  for  handling 
export  traffic  via 

PORT  ARTHUR,  TEXAS 

1,729,460  Square  Feet  of  Slips 
578,690  Square  Feet  of  Wharves 
513,369  Square  Feet  of  Sheds  and  Warehouses 

Steamship  service  by  reliable  established  Lines  to 
Mexican  and  European  Ports 

INQUIRIES  SOLICITED 
NO  DELAY  NO  CONGESTION 


H.  A.  WEAVER,  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vicc-Pr.t. 
Kansas  City,  Mo. 
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rail  and  rail-water-and-rail  rates. from  all  points  of  origin  on  the 
lines  operated  by  the  Mississippi-Warrior  Service  to  all  destina- 
tions in  the  United  States  where  there  are  all-rail  rates  in  effect. 
Asks  also  for  just  and  reasonable  divisions. 

13291.  Vim  Motor  Truck  Co.,  Philadelphia,  Pa.,  vs.  Director  Gen- 
eral, as  agent. 

Unjust  and  unreasonable  charges  on  trucks  from  Philadelphia 
to  Richmond,  Va..  because  B.  &  O.  did  not  comply  with  request  of 
complainant  to  place  trucks  in  public  storage  at  Richmond,  Va., 
but  allowed  shipment  to  remain  in  car.  Asks  reparation. 

13292.  Duluth  Brewing  and  Malting  Co.,  Duluth,  Minn.,  vs. 
Director  General,  as  agent,  and  Great  Northern. 

Unjust  and  unreasonable  rates  on  returned  empty  beverage  car- 
riers from  points  in  Minnesota,  Montana  and  North  Dakota  to 
Duluth.  Asks  just  and  reasonable  rates  and  reparation. 

13294.  Pacific  Grain  Co.,  Portland,  Ore.,  vs.  Director  General,  as 
agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unduly  pref- 
erential and  prejudicial  demurrage  charges  on  grain  from  various 
points  in  Oregon,  Washington  and  Idaho  to  Albina,  Ore.  Asks 
reparation. 

13295.  The  Atlantic  Refining  Co.,  Philadelphia,  Pa.,  vs.   Director 
General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  and  unlawful  rate 
of  27c  on  petroleum  lubricating  oil  from  Blissville,  N.  Y.,  to  Pitts- 
burgh, Pa.,  in  that  it  exceeded  24. 5c.  Asks  reparation. 

13296.  Lehigh  Portland  Cement  Co.,  Allentown,  Pa.,  vs.  Director 
General,  as  agent. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  cement 
from  Ormrod  and  Chapman,  Pa.,  to  Miami.  Fla.  Asks  reparation. 

13296.  Sub.  1.     Same  vs.  Same. 

Unjust,  unreasonable  and  unduly  prejudicial  rates  on  cement 
from  Fordwick,  Pa.,  to  various  destinations.  Asks  reparation. 

13297.  Traffic  Bureau,   Chamber  of  Commerce,   of  Phoenix,  Ariz., 
et  al.  vs.  Southern  Pacific. 

Unjust  and  unreasonable  charges  on  straight  and  mixed  C.  L.  of 
fresh  fruits  and  vegetables  from  San  Francisco  and  Los  Angeles 
to  Tucson,  Ariz.  Asks  for  reasonable  rates  and  reparation. 

13298.  Traffic  Bureau.  Chamber  of  Commerce,   of  Phoenix!   Ariz., 
et  al.  vs.  Southern  Pacific  et  al. 

Unreasonable  rates  on  straight  and  mixed  C.  L.  of  fruits  and 
vegetables  from  San  Francisco  and  Los  Angeles  to  Phoenix.  Asks 
for  reasonable  rates  and  reparation. 

13299.  New  Orleans  Refining  Co.,  Inc.,  New  York  City,  vs.  Santa 
Fe  et  al. 

Unjust  and  unreasonable  rate  on  shipments  of  gas  oil  from 
Sapulpa  and  dishing,  Okla.,  to  New  Orleans  for  export.  Asks 
reparation. 

13300.  Rockwood   Sprinkler  Co.    of  Illinois,    Chicago,   vs.   Director 
General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  mixed 
carloads  of  wrought  and  cast  iron  pipe  and  fittings  and  valves  from 
Chicago  to  Gueydan.  La.,  because  fifth  class  rate  of  95c  applied 
exceeded  less  than  carload  commodity  rate  of  85c  and  also  com 
modity  rates  of  60c  and  62c  to  other  Louisiana  stations.  Asks 
reparation. 

13301.  J.   L.   Frederick  Grain   Co.,   St.   Joseph,   Mo.,   vs.   Director 
General,  as  agent. 

Unjust  and  unreasonable  rate  on  bulk  shelled  corn  from  Gold- 
field,  la.,  to  Dearborn,  Mo.  Asks  reparation. 

13302.  Barnsdall  Refining  Co.   ef  al.,   Tulsa,  Okla.,   vs.   Central  of 
Georgia  et  al. 

Unreasonable,  unjustly  discriminatory  and  unduly  prejudicial 
rates  on  fullers  earth  from  Ellenton,  Fla.,  to  Bigheart,  Okla.  Asks 
reparation. 

13303.  Louis  Cohen  &  Son,   Wilkes-Barre,  Pa.,   vs.  Pennsylvania 
st  al. 

Unjust  and  unreasonable  rate  on  used  rails  from  Carnev's  Point 
N.  J..  to  Wilkes-Barre,  Pa.,  and  to  Scranton,  Pa.  Asks  cease  and 
desist  order,  just  and  reasonable  rates  and  reparation 

13304.  The  Utah  Lime  and  Stone  Co.,   Salt  Lake  City,  vs    Santa 
Fe  et  al. 

Unjust,  .unreasonable  and  prejudicial  rates  on  lime  from  Dolo- 
mite, Utah,  to  stations  in  California.  Asks  cease  and  desist  order 
and  just  and  reasonable  rates. 

13305.  The  Utah  Lime  and  Stone  Co.,  Salt  Lake  City,  vs.  Santa 
Fe  et  al. 

Unjust,  unreasonable,  unduly  prejudicial  and  unlawful  rates  on 
lime  from  Dolomite,  Utah,  to  Colorado,  Montana.  Wyoming,  Idaho 
and  Oregon  points.  Asks  cease  and  desist  order  and  just  and 
reasonable  rates. 

13306.  Armstrong  Cork   and   Insulation    Co.,   Pittsburgh,    Pa      vs 
Pennsylvania, 

Unjust  and  unreasonable  rates  on  insulating  brick  and  cement 
from  Beaver  Falls.  Pa.,  to  Paulsboro.  N.  J.  Asks  reparation 

13307.  The   National    Supply   Co.   of  Texas,    Ft.   Worth,    Tex.,   vs 
Director  General,  as  agent. 

Unjust,  unreasonable  and  discriminatory  rates  on  oil  well  sup- 
plies from  Swissvale,  Pa.,  to  Ft.  Worth,  Tex.,  in  that  through 
Class  A  rate  of  $1.25  exceeded  $1.08.  Asks  reparation 

13308.  L'Anguille  River  Ry.  Co.  et  al..  Little  Rock,  Ark.,  vs.  Illi- 
nois Central  et  al. 

I  "n just,  unreasonable  and  prejudicial  rates  on  coal  from  points 
in  Kentucky  to  Marianna,  Ark.  Asks  cease  and  desist  order  just 
and  reasonable  rates  and  reparation. 

13309.  Burlington   Shippers'  Assn.,    Burlington,   la.,   vs.    Santa  Fe 
et  al. 

Unjust,  unreasonable,  unjustly  discriminatory,  unduly  and  un- 
reasonably prejudicial  and  unlawful  rates  on  sugar  from  New 
Orleans  and  points  taking  the  same  rates  to  Burlington  la  Asks 
ceasfi  and  dosist  9rder  and  just  and  reasonable  rates. 

13310.  The   Davison   Chemical   Co.,    Baltimore,    Md.,    vs.    Director 
General,  as  agent. 

Unjust  and  unreasonable  rates  on  structural  steel  from  Potts- 
^SESi  Pa"  to  Greensand.  N.  J.  Asks  reparation. 

111.  The  Wm.  Cramp  &  Sons  Ship  and  Engine  Building  Co.  vs. 
Director  General,  as  agent. 

Unjust  and  unreasonable  rates  on  shipments  of  steel  from  Petty's 
Island,  N.  J.,  to  Shackamaxon  Station,  Philadelphia,  Pa.  Asks 
reparation. 

13312.  Birmingham     Commission     Co.,     Birmingham,     Ala.,     vs. 
Director  General,  as  agent,  and  Illinois  Central. 

Unjust  and  unreasonable  rates  on  hay  from  Morganfield  Ky  to 
Birmingham,  Ala.  Asks  reparation. 

13313.  The   Michigan   Traffic   League,    Battle    Creek,    Mich.,    vs. 
Ann  Arbor  et  al. 

Alleges  that  interstate  class  rates  to  and  from  all  points  in 
lower  peninsula  of  Michigan  and  all  interstate  commodity  rates  to 
and  from  said  points  that  are  directly  or  indirectly  related  to  or 
nfluenced  by  said  class  rates  are  unjust,  unreasonable,  unjustlv 
discriminatory  and  unduly  prejudicial.  Asks  cease  and  desist 
order  and  just  and  reasonable  rates. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  \'ill  be  published  from  tim« 
co  time.  We  ask  that  readers  notify  us  of  any  errors  or  of  any 
changes  or  additions  of  which  they  have  ai>v  knowledge.) 

Akron  Traffic  Association.  S.  J.  V.itt,  Pres.;  H.  L.  Sova- 
cool,  Secy. 

Atlanta — Traffic  Club  of  Atlanta.  G.  E.  Boulineau,  Pres.; 
S.  W.  Wilson,  Secy.-Treas. 

Baltimore — Traffic  Club  of  Baltimore.  W.  W.  Tingle,  Pres.; 
C.  C.  Kailer,  Secy. 

Battle  Creek  (Mich.)  Traffic  Club.  E.  C.  Nettels,  Pres.; 
Eugene  Wallace,  Secy.-Treas. 

Boston,  Mass. — The  Association  of  Railway  and  Steamboat 
Agents  of  Boston.  J.  E.  McGrath,  Pres.;  W.  M.  Macomber,  Secy.- 
Treas. 

Brooklyn — Traffic  Managers'  Club  of  Brooklyn.  P.  L.  Ger- 
hardt,  Pres.;  F.  E.  Grace,  Secy.-Treas. 

Buffalo — Industrial  Traffic  Club  of  the  Niagara  Frontier. 
W.  D.  Sanderson,  Pres.;  E.  J.  Sheridan,  Secy. 

Buffalo  Transportation  Club.  K.  B.  Hassard,  Pres.;  R.  J. 
Walsh,  Secy. 

Canton,  O. — Stark  County,  Ohio,  Traffic  Club.  A.  J.  Burns, 
Pres.;  M.  L.  Underwood,  Secy. 

Chicago  Traffic  Club.  R.  B.  Robertson,  Pres.;  E.  S.  Buck- 
master,  Secy. 

Chicago— Midwest  Traffic  Club.  C.  W.  Hester,  Pres.;  R. 
Crysler,  Secy. 

Cincinnati. — Traffic  Club  of  the  Chamber  of  Commerce 
H.  B.  Rubey,  Chairman;  D.  P.  Eggenberger,  Secy. 

Cleveland  Traffic  Club.  M.  R.  Maxwell,  Pres.;  F.  A.  Gideon, 
Secy. 

Columbus,  Ohio.— Traffic  Club  of  the  Columbus  Chamber  of 
Commerce.  W.  E.  Page,  Pres.;  C.  L.  Kelly,  Secy. 

Cortland,  N.  Y. — Industrial  Traffic  Club  of  Cortland.  H.  B 
Darling,  Chairman;  H.  F.  Johnson,  Secy. 

Dallas  Traffic  Club.  A.  L.  Reed,  Pres.;  H.  C.  Eargle,  Secy.- 
Treas. 

Dayton,  O. — Miami  Valley  Traffic  Club.  W.  E.  Boyer,  Pres.; 
M.  T.  Otto,  Secy. 

Decatur  (111.)  Transportation  Club.  R.  L.  Rees,  Pres.;  T. 
C.  Burwell,  Secy. 

Denver  Traffic  Club.  J.  F.  Vallery,  Pres.;  C.  B.  Rader,  Secy, 
and  Treas. 

Denver  Commercial  Traffic  Club.  J.  P.  Gibson,  Pres.;  C.  J. 
Hotchkiss,  Secy.-Treas. 

Detroit  Transportation  Club.  W.  J.  Dibble,  Pres.;  T.  R. 
Cochrane,  Secy. 

Elmira  (N.  Y.)  Traffic  Club.  J.  J.  Delaney,  Pres.;  J.  C. 
Field,  Secy. 

El  Paso  Traffic  Club.  N.  L.  Rankin,  Pres.;  Geo.  Deck,  Secy.- 
Treas. 

Erie  Traffic  Club.  P.  D.  Belknap,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint,  Mich. — Transportation  Club  of  Chamber  of  Commerce. 
F.  A.  McHale,  Pres.;  F.  G.  Pick,  Secy. 

Fort  Wayne.  Ind.  Traffic,  Transportation,  and  Waterways 
Bureau  of  the  Chamber  of  Commerce.  V.  W.  Davies,  Chairman; 
E.  C.  Miller,  Vice-Chairman. 

Fort  Worth  Traffic  Club.  I.  S.  McConnell,  Pres.;  C  F.  Laue, 
Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H.  Jenner, 
Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  E.  L.  Ewing,  Pres.;  J.  C.  Quin- 
lan,  Secy. 

Green  Bay  (Wis.)  Traffic  Club  of  the  Green  Bay  Association 
of  Commerce.  F.  Hurlbut,  Pres.;  W.  J.  LaLuzerne,  Secy.-Treas. 

Houston  Traffic  Club.  J.  F.  Hennessy,  Jr.,  Pres.;  E.  L.  Wil- 
liams, Secy. 

Indianapolis.— The  Traffic  Club  of  Indianapolis.  F.  A.  Butler, 
Pres.;  G.  N.  Baker,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber  'of 
Commerce.  W.  P.  Hobart,  Pres.;  H.  A.  Plummer,  Secy. 

Jacksonville  Traffic  Club.  James  F.  Mead,  Pres.;  F.  C.  Saw- 
yer, Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board  of 
Commerce.  R.  C.  Kohn,  Pres.;  H.  W.  Chapman,  Secy. 

Jersey  City  Traffic  Club.  Isaac  Kemp,  Pres.;  J.  J.  Cul- 
lington,  Secy. 

Kalamazoo  Traffic  Club.  W.  C.  Thorns,  Pres.;  C.  J.  Bolender, 
Secy. 

Kansas  City  Traffic  Club.  Frank  M.  Cole,  Pres.;  Fred  B. 
Blair,  Secy.-Treas. 

Lansing  (Mich.)  Traffic  Club.  K.  P.  Hodges,  Pres.;  J.  T. 
Ross,  Secy.-Treas. 

Los  Angeles  Transportation  Club.  J.  M.  Ford,  Pres.;  L.  G. 
Wilson,  Secy.-Treas. 

Louisville  Transportation  Club.  C.  R.  Long,  Pres.;  W.  T. 
Vandenburg,  Secy. 

Macon,  Ga.— Industrial  Traffic  Managers'  Association.  Ben 
Oilman,  Pres.;  T.  J.  Abrams,  Secy. 
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The 

Texas  Mexican 

Railway  Company 


'Co 


Traffic  RepreienUtirei: 
C.  M.  Fl.li, 

Truffle  M«n«f«r. 

Lar*do,  Tcuia 
W.  C.  B««m«n, 
Aut.  Traffic  M«n«»«r, 

L»r«d».  T»««. 

J.  P.  Craven, 
Genttral  Aff«nt, 


C.  W.  FUh, 

Foreign  Fr»lfht  A»«nt. 

916Ch.mlc«TBuildin(. 

St.  Lou!.,  Mo. 


Mr.  Shipper: 

Do  you   contem- 
plate  a  trip  or   sending  a 
representative  to  Mexico  in  the 
interest  of  your  firm?     If  so,  wire  us 
when  you  expect  to  reach  Laredo,  Texas, 
and  we  will  be  pleased  to  have  our  Passenger 
Assistant  meet  you  upon  arrival  and  render  all 
necessary  assistance  in  getting  you  across  the  border. 
Should  you  have  trunks  containing  samples  for  dis- 
play in  Mexico,  such  samples  will  be  subject  to  cer- 
tain  Customs'    regulations   which   will    require   the 
services  of  an  authorized  Custom  Broker.     Write  or 
wire  us  for  details. 

Our  Passenger  Assistant  will  assist  you   in   having   your   personal   baggage   inspected   by   the  Mexican 
Customs  Officers,  and  will  act  as  your  interpreter.     Special  attention  given  to  ladies  traveling  alone. 

Through  Pullman  Service  operated  over  our  line  between  Houston,  Texas,  and  Monterey,  Mexico. 
You  have  no  doubt  been  advised  that  passports  are  no  longer  required.  Passport  requirements  have 
been  waived  for  residents  of  Mexican  Border  Cities  only.  Passengers  from  the  interior  of  the  United  States 
must  have  passports  before  entering  Mexico.  Emergency  passports  can  be  secured  upon  arrival  at  Laredo  at 
an  expense  of  about  $11.00;  however,  to  avoid  any  possible  delay  due  to  late  trains,  it  is  advisable  to  get  your 
passport  and  have  it  visied  by  the  Mexican  Consul  in  or  nearest  your  home  city. 

C.  M.  FISH,  Traffic  Manager. 


PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern  steel  and   concrete  pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.,  N.  H.  &  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port .  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms : 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 
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Mansfield,  O.,  Traffic  Managers'  Division  of  the  Manufactur- 
ers' Club.  W.  H.  Gugler,  Cliuinnaii;  W.  T.  Leonard,  Secy. 

Marion  (Ohio)  Traffic  Club.  H.  E.  Stiffler,  Pres.;  W.  R. 
Awkland,  Secy. 

Memphis  Traffic  Club.  J.  M.  Walsh,  Pres.;  L.  E.  McKnight, 
Secy. 

Milwaukee  Traffic  Club.  F.  M.  Elkinton,  Pres.;  R.  S.  Dahl, 
Secy,  and  Treas. 

Minneapolis  Traffic  Club.  J.  E.  Neville,  Pres.;  W.  W.  Gib- 
son, Secy. 

Newark  Traffic  Club.     John  Enstice,  Pres.;  A.  Rennie,  Secy. 


Rochester,  N.  Y. — Traffic  Council  of  the  Rochester  Chamber 
of  Commerce.  A.  T.  Cobb,  Chairman;  P.  W.  Burton,  Secy. 

St.  Louis  Traffic  Club.  S.  S.  Butler,  Pres.;  S.  E.  Wilson, 
Secy. 

San  Francisco  Transportation  Club.  W.  B.Hinchman,  Pres.; 
E.  A.  Senneff,  Secy. 

San  Francisco.— Pacific  Traffic  Association.  M.  B.  Bakv, 
Pres.;  W.  C.  Patterson,  Secy. 

Seattle  Transportation  Club.  Joseph  Weber,  Pres.;  W.  P. 
Lockwood,  Secy.-Treas. 

Sioux  City,  la. — Traffic  Managers'  Club  of  Sioux  City.     R.  A. 


New  England  Traffic  Club,  Boston.     C.  A.  Anderson,  Pres.;      Zwemer,  Pres.;    R.  R.  Wigton,  Secy. 


P.  L.  Stuart,  Secy. 

New  York  Traffic  Club.  T.  T.  Harkrader,  Pres.;  C.  A.  Swope, 
Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chamber 
of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Oklahoma  City  Traffic  Club.  H.  C.  Conley,  Pres.;  K.  C. 
Baker,  Secy. 

Omaha—Traffic  Managers'  Committee,  Omaha  Chamber  of 
Commerce.  C.  E.  Childe,  Chairman;  E.  A.  Stringer,  Secy. 

Oshkosh,  Wis.,  Traffic  Club.  C.  M.  Starks,  Pres.;  R.  J. 
Hodson,  Secy.-Treas. 

Peoria  Transportation  Club.  H.  D.  Page,  Pres.;  O.  B.  Eddy, 
Secy.-Treas. 

Philadelphia  Traffic  Club.  W.  B.  Grieves,  Pres.;  W.  H.  Mont- 
gomery. Secy. 

Philadelphia — Commercial  Traffic  Managers  of  Philadelphia. 
C.  H.  Rolf,  Pres.;  T.  Noel,  Butler,  Secy. 

Pittsburgh  Traffic  Club.  George  A.  Buse,  Pres.;  E.  A. 
Hynes,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  S.  R. 
'  Hosmer,  Pres.;  R.  F.  Heil,  Recording  Secy. 

Portland  (Ore.)  Industrial  Traffic  Club.  C.  T.  Spooner,  Pres.; 
F.  P.  Kensinger,  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.;  W.  O. 
Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Chamber 


of  Commerce.    G.  E.  Allen,  Chairman;   E.  C.  Southwick,  Secy.      W.  Chatham,  Jr.,  Secy.-Treas. 


Spokane  Transportation  Club.  W.  H.  Ude,  Pres.;  G.  B.  King, 
Secy.-Treas. 

Stark  County  (Ohio)  Traffic  Club.  A.  J.  Burns,  Pres.;  M.  L. 
Underwood,  Secy. 

Syracuse  Traffic  Club.  W.  J.  O'Neil,  Pres.;  F.  M.  Varah, 
Secy. 

Toledo  Transportation  Club.  W.  O.  Hoist,  Pres.;  J.  J.  Lynch, 
Secy. 

Trenton  (N.  J.)  Traffic  Club.  A.  C.  Hoffman,  Pres.;  E.  C. 
Stratton,  Secy. 

Troy,  N.  Y. — The  Traffic  Club,  Inc.,  of  Troy.  George  T.  Rus 
sell,  Pres.;  G.  S.  Glass,  Secy. 

Utica  (N.  Y.)  Traffic  Club.  R.  E.  Fitch,  Pres.;  C.  E.  Dar 
rigrand,  Secy,  and  Treas. 

Tulsa,  Okla. — Transportation  Club  of  Tulsa.  A.  C.  Holmes, 
Pres.;  R.  C.  Hughes,  Secy. 

Waco  Traffic  Club  C.  H.  Carringer,  Pres.;  Lloyd  Bailey, 
Secy. 

Washington  Traffic  Club.  C.  E.  Phelps,  Pres.;  J.  T.  M.  Du 
vail,  Acting  Secy. 

Wheeling  (W.  Va.)  Traffic  Club.  H.  H.  Marsh,  Pres.;  P.  M. 
Neigh,  Secy. 

Wichita  Traffic  Club.  J.  H.  Wilcox,  Pres.;  H.  G.  Watts, 
•ecy. 

Wichita  Falls  (Tex.)  Traffic  Club.    A.  A.  Spencer,  Pres.;  J. 


Ridgeway,  Pa.— Traffic  Club  of  Elk  County.  W.  H.  Grant, 
Pres.;  C.  L.  Bishop,  Secy. 

Roanoke  (Va.)  Traffic  Club  of  the  Association  of  Commerce. 
S.  H.  Coleman,  Pres.;  J.  T.  Preston,  Secy. 


Worcester  (Mass.)  Traffic  Association.  J.  P.  Sloan,  Pres.; 
J.  H.  Lane,  Secy. 

York  (Pa.)  Traffic  Club.  W.  L.  Rupp,  Pres.;  J.  F.  Balrd. 
Secy.-Treas. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (»)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

December  5 — Chicago,  III.— Examiner  Hosmer: 

13061 — Universal  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
December  5 — Lincoln,   Nebr. — Examiner  McQuillan: 

12962 — S.  A.  Foster  Lumber  Co.  vs.  Valley  &  Siletz  R.  R.  et  al. 
December  5 — Shreveport,  La. — Examiner  Woodrow: 

12988 — Waterman  Lumber  Co.  vs.   St.  L.-S.   F.  et  al. 
December  5— Portland,    Ore. — Examiner  Dlsque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
December  6 — Portland,  Ore.— Examiner  Disque: 

Fourth  Section  App.  12125  of  S.  J.  Henry. 

December  6 — Otaiaha,  Nebr. — Examiner  McQuillan: 
13077 — Morrill-Higgins  Co.  vs.  Director  General. 

December  7 — Washington,  D.  C. — Examiner  Clarke: 
«  Finance  Docket  1667 — In  the  matter  of  the  application  of  the  El  Paso 
&  Southwestern  Co. 

December  7 — Argument  at  Washington,  D.  C. : 
11894 — In  the  matter  of  rates,  fares  and  charges  applicable  between 

points  in  the  state  of  Indiana. 
I.  and  S.  1398 — Salt  from  Louisiana  mines  to  Chicago,  111.,  St.  Louis. 

Mo.,   and  intermediate  main  line  points. 
12157 — Kansas  Rock  Salt  Co.  vs.  A.  T.  &  S.  F.  et  al. 
12163 — Kansas  Rock  Salt  Co.  vs.  Director  General. 
12164 — Kansas  Rock  Salt  Co.  et  al.  vs.  Director  General. 

December  7 — Kansas  City,  Mo. — Examiner  Cassidy: 

I.  and  S.  1425  (and  first  supplemental  order) — Reduced  rates  on  coal 

to  Kansas  City,  Mo. 

December  7 — Chicago,  III. — Examiner  Hosmer: 
11074 — Jones  &  Laughlin  Ore  Co.  et  al.  vs.  Director  General,  C.  M. 

&  St.  P.  et  al. 

12071— Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al. 
December  8 — Phoenix,  Ariz. — Examiner  Pattison: 
13068 — In  the  matter  of  intrastate  rates  of  the  Am.  Ry.  Exp.  Co.  In 

the  state  of  Arizona. 
December  8 — Kansas  City.  Mo. — Examiner  McQuillan: 

13033 — The  Atchison  Board  of  Trade  et  al.  vs.  A.  T.  &  S.   F.   et  al. 
December  8 — Washington.  D.  C. — Examiner  Pitt: 

Fourth  Section  App.  12099  of  Pa.  R.  R.  Co.  (passenger  fares). 
December  8 — Argument  at  Washington,  D.  C.: 
I.  and  S.  1421— Penalty  charge  on  lumber  held  for  reconslgnment. 
I,  and  S.  1403 — Railroad  space  rental  charges  on  compressed  and  un- 
compressed cotton  at  Louisiana  ports. 

12268 — Board  of.,Railroad  Commissioners  of  the  State  of  South   Da- 
kota vs.  C.  &  N.  W.  et  al. 


December  8 — San  Francisco,  Calif. — Examiner  Disque: 

Fourth  Section  App.  11985. 

Fourth  Section  Apps.  11940,  12118  and  12094. 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
December  9 — Kansas  City,  Mo. — Examiner  McQuillan: 

*  I.  and  S.  1370 — Grain  and  grain  products  between  stations  in  Okla 

homa  and  stations  in  Kansas  and  Nebraska. 
December  9-;-Argument  at  Washington,  D.  C.: 
11472 — California  Packing  Corp.  et  al.  vs.  Director  General. 

329 — Jacobs,  Malcolm  &  Burtt  vs.  Director  General  and  Sou.  Pac. 
11329   (Sub.   No.   1) — Jacobs,   Malcolm   &   Burtt  vs.   Director  Genera 

and  A.  T.  &  S.  F. 
11643— Sunlit  Fruit  Co.  et  al.  vs.  Director  General    Sou.  Pac.  et  al. 

215 — Sunlit  Friut  Co.  et  al.  vs.  Director  General  and  Sou.  Pac. 
10745— National  Wholesale  Grovers'  Assn.  of  the  U.  S.  vs.  Directo 

General.  Alabama  &  Vicksburg  et  al. 
10745  (Sub.  No.  1)— Southern  Wholesale  Grocers'  Assn.  et  al.  vs.  Sou 

Ry.  et  al. 

December  10 — Houston,  Tex. — Examiner  Woodrow: 

9922— Lake  Charles  Rice  Milling  Co.  of  La.  vs.  Director  General,  Abi 

lene  &  Northern  et  al.     (Issues  as  outlined  on  page  41  of  I.  C.  C 

6d.) 

December  12— Washington,  D.  C.— Examiner  Carter: 
12030— Federal  Valley  R.  R.  Co.  vs.  T    &  O    C    et  al 

*  12004 — Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  et  al. 
Dl^mber  12— Little  Rock,  Ark.— Examiner  Pattison: 

9922— Lake   Charles   Rice   Milling   Co.    of   La.   vs.    Director   General 

Abilene  &  Northern  et  al. 
December  12— Chicago,  111.— Examiner  Hosmer: 

I.  and  S.  1434 — Proportional  grain  rates  from  Minnesota  and  Wiscon 

sin  to  eastern  destinations. 
December  12 — New  York,  N.  Y. — Examiner  Flynn: 

13010— New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
December  12 — Reno,  Nev.— Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940.  12118  and  12094. 
December  12 — Peoria,   111. — Examiner  McQuillan: 

13091 — M.  E.  Case  Coal  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 
December  12 — St.  Louis.  Mo. — Examiner  Cassidy: 

13288— Mississippi  Valley  Iron  Co.  vs.  C.  &  N.  W.  et  al. 

December  13 — Washington.  D.  C. — Examiner  Davis: 

*  Finance   Docket   1466 — Application   of  Pa.   R.  R.   Co.  for  authority  to 

acquire  control  of  P.  C.  C.  &  St.  L.  R.  R.  Co. 

December  13 — Peoria.  111. — Examiner  Cassidy: 
13110 — The  Minneapolis  &   St.   Louis  R.   R.   Co.   vs.   Peoria  &   Pekln 

Union. 
December  14 — Washington,  D.  C. : 

*  13293 — In  the  matter  of  rntes,  fares  and  charges  of  carriers  by  rail- 

road subject  to  the  interstate  commerce  act. 
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BUSINESS  AND  LUMBER 

It  is  now  generally  predicted  that  the  long  hoped  for 
business  revival  and  building  activity  will  commence  in 
the  spring  of  1922.  In  the  Pacific  Northwest  this  will 
mean  that  the  saw  mills  will  be  overtaxed  cutting 
orders,  prices  will  jump  and  cars  will  be  scarce.  It  be- 
hooves then  the  wise  lumber  shipper  and  buyer  to  have 
as  much  as  possible  of  his  product  stored  at  tidewater 
before  this  movement  starts. 

The  PORT  OF  TACOMA  on  its  PIER  ONE  offers 
the  most  efficient  lumber  handling  and  storage  facilities 
on  the  Pacific  Coast. 

PORT  OF  TACOMA 

Tacoma,  Washington 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THE  "REASONABLENESS"  OF  RATES  ! 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as: 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data^For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At   Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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December  14 — Indianapolis,  Ind. — Public  Service  Commission: 
Finance  docket  1457— In  re  application  of  C.  C.  C.  &  St.  U   Ry.  Co. 
for  authority  and  for  a  certificate  of  public  convenience  and  neces- 
sity respecting  certain  of  its  lines  in  Indiana. 

December  14 — San  Francisco,  Cal.- — Examiner  Disque: 
Portions  of  Fourth  Section  App.,8835  of  R.  H.  Countiss. 

December  14 — Chicago,  111. — Examiner  Hosmer: 
13081— Swift  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 

December  14 — Argument  at  Washington,  D.  C. : 
11299— William  Wylie  Beall  vs.  Wheeling  Traction  Co. 
8778 — Atlas  Portland  Cement  Co.  et  al.  vs.  Northampton  &  Bath  et  al. 

December  14 — Salt  Lake  City,  Utah — Commissioner  Eastman: 
13078 — In  re  trackage  arrangements  between  Bingham  &  Garfleld  Ry. 

Co.  and  Utah  Copper  Co. 

December  14 — Terre  Haute,  Ind. — Examiner  McQuillan: 
12908 — Terre  Haute,   Indianapolis  &   Eastern  Traction  Co.   et  al.   vs. 

Director  General. 
December  15 — Memphis,   Tenn. — Examiner  Woodrow: 

I.  and  S.  1431  and  first  suppl.  order — Cotton  and  cotton  linters  from 

Mississippi  valley  points. 

December  15 — Argument  at  Washington,  D.  C. : 
11741 — Corinth  Grocery  Co.  vs.  M.  &  0. 
11886 — American  Mineral  Production  Co.  vs.  Director  General,  G.  N. 

et  al. 
11706 — Weir  Smelting  Co.  vs.  Director  General,  Miami  Mineral  Belt 

Ry.  et  al. 

12036 — Texas  Pipe  Line  Co.  vs.  Director  General. 
12199 — Standard  Asphalt  Refining  Co.  vs.  Director  General,  Mo.  Pac. 

et  al. 

December  15 — Chicago,  111. — Examiner  Hosmer: 
I.  and  S.   1440 — Silica  sand  from  Illinois  and  other  points  to  Pacific 

coast  and  intermountain  territory. 

December  15 — Indianapolis,   Ind. — Examiner  McQuillan: 
11894 — Indiana  rates  fares  and  charges. 
13032 — Comision  Reguladora  del  Mercado  de  Henequen  vs.   Director 

General. 

December  16 — Argument  at  Washington,  D.  C.: 
12101 — Western  Newspaper  Union  vs.  Director  General,  Adirondack  & 

St.  Lawrence  et  al. 
12247 — Wilson   &  Co.,   Inc.,   of  Tenn.,  vs.   Director  General,   A.   T.    & 

S'.  F.  et  al. 

12203 — Dewey  Portland  Cement  Co.  vs.  Director  General. 
12048 — Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 
December  17 — Phoenix,  Ariz. — Examiner  Disque: 
Fourth  Section  App.  11985. 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 
December  17 — Argument  at  Washington,  D.  C. : 
12155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General. 
12167 — Walsh  Fire  Clay  Products  Co.  vs.   Director  General,   C.  &  A. 

et  al. 
12216 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General,   C.  &  A. 

et  al. 

11566 — St.    Louis   Independent   Packing  Co.   et  al.   vs.   C.   &   A.,   Di- 
rector General  et  al. 


12215 — East  St.  Louis  Stone  Co.  vs.  Director  General,  Alton  &  South- 
ern et  al, 

December  19 — Washington,  D.  C. — Examiner  J.  E.  Smith: 
•'  12996 — J.   W.   Eshelman   &   Sons   et  al.   vs.   Arkansas  Central   et   al. 

Such  fourth  section  departures  as  may  exist. 
December  19 — Argument  at  Washington,  D.  C.: 

12133 — Monarch  Mills  vs.  C.  of  Ga.  Ry.  and  Director  General. 

12070 — Purity  Extrapt  and  Tonic  Co.   vs.   Director  General,  A.   &  V. 

et  al. 

11714 — Hannah   Distributing  Co.    et  al.   vs.    111.    Cent.,    Director   Gen- 
eral et  al. 
11759 — Meridian    Traffic   Bureau    et   al.    vs.    Director   General,    A.    & 

V.  et  al. 

December  20 — Argument  at  Washington,  D.  C. : 
12120 — Corona  Coal  Co.  vs.  Mississippi-Warrior  Service  et  al. 
11888 — Chamber  of  Commerce,  Gadsden.  Ala.,  vs.  A.  G.  S.  et  al. 
Portions  of  Fourth  Section  Apps.  458,  540,  542,  1548  and  1952. 
12122 — Traffic  Bureau  of  Nashville  vs.  L.  &  N.  et  al. 
December  21 — Argument  at  Washington,  D.  C. : 
12189 — Indiana  Reduction  Co.  vs.  Director  General. 
12046 — Armour  &  Co.  vs.  Wabash.  Director  General  et  al. 
12176 — Morris  &  Co.  vs.  Director  General,  Chicago  Junction  et  al. 
12283 — Wilson  &  Co.,  Inc.,  vs.  Director  General,  C.  &  A.  et  al. 
12302 — Armour  &  Co.   et  al.   vs.   Chicago  Junction,   Director  General 

et  al. 
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MID- WEST  Box  COMPANY 


Look  for 

the  MI 

Trade  Mark 


Use 

Triple  Tape 
Corners 


Announce 

The  "Perfect  Package" 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Rokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 


1178 


THE    TRAFFIC   .WORLD 


Vol.  XXVIII,  No.  24 


PAGE  &  JONES 


IVIOBI 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  for  Atlantic,  Gull  &  Pacific  Steamship 
Corporation — A-l    Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Bull  West  African  Service— 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 


ST.  LOUIS  OFFICE:  1217  Pierce  Building 
IRVING  H.  HELLER.  Manager 


BIRMINGHAM  OFFICE:  424-425  Chamber  of  Commerce  Building 
CEO.  c.  MCLAUGHLIN,  M.n«gcr 


December  10,  1921 


THE    TRAFFIC     WORLD 


1179 


Protect  Your  Goods 


Good  wood  boxes  are  built  to  stand 
hard  knocks  and  rough  handling. 

Anvils,  plows  and  heavy  castings 
are  often  loaded  in  the  same  car  with 
your  goods.  In  the  heavy  jolts  of 
switching  the  wood  box  takes  the 
blows  and  saves  the  merchandise 
within. 

Freight  is  often  carelessly  loaded. 


Good  wood  boxes  stand  pressure  in 
the  bottom  of  the  pile.  They  stand 
hard  falls. 

Hooks  cannot  pierce,  and  moisture 
does  not  penetrate  the  solid  walls  of 
good  wood  boxes. 

You  give  your  goods  maximum  pro- 
tection against  the  hazards  of  trans- 
portation when  you  ship  in 


G 


Wood  Boxes 

Backed  by  the  National  Association  of  Box  Manufacturers 


New  England: 

1013  SCOLLAY  BLDG. 

Boston,  Mass. 


GENERAL  OFFICES 
1553  CONWAY  BUILDING,  CHICAGO 


Eastern: 

433  CALVERT  BUILDING 

Baltimore,  Md. 
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Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

announce  a  new  route  between  the  Southeast  and  Southwest 

An  immediate  connection  has  been  formed  between  these  two  roads  and  the  Mississippi  Central  has  extended 
its  operations  into  Mobile,  Alabama,  by  trackage  rights  over  the  Gulf,  Mobile  and  Northern  Railroad. 

These  are  two  exceptionally  well  maintained  and  operated  roads.  Their  freight  schedules  have  been  co- 
ordinated so  as  to  form  through  continuous  service  for  the  handling  of  traffic  between  the  Southeast  and  the 
Southwest. 


GULF 


MAP  OF 

LOUISIANA  &  ARKANSAS  RY, 

AND 

.MISSISSIPPI  CENTRAL  R.  R 
'Natchez  Route" 

Rand  M'  >«ll5  i  Co. 


It  will  be  our  constant  aim  to  render  so  prompt  and  dependable  a  service  and  to  so  keep  shippers 
informed  respecting  the  movement  of  their  freight,  that  this  route  will  become  noted  for  its  reliability  and 
the  ease  with  which  patrons  can  secure  information  about  the  movement  of  their  shipments. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or  Hope,  Ark.,  care  Natchez  Route. 
Route  from  the  East  via  Mobile  or  Hattiesburg,  care  Natchez  Route. 
We  will  show  our  appreciation  by  "Delivering  the  Goods." 


H.  R.  Wilson, 

Traffic  Manager,         Mississippi  Central  R.  R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic  Manager,         Louisiana  &  Arkansas  Ry., 
Texarkana,  Ark. 


Traffic  Department  Representatives: 

Carroll  H.  Smith,  C.  G.  Lang,  W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

General  Agent,  Commercial  Agent,  General  Agent,  General  Agent,  Commercial  Agent, 

Atlanta,  Ga.  Mobile,  Ala.  Dallas,  Texas  Oklahoma,  Okla.  Kansas  City,  Mo. 
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THE  PRESIDENT'S  NEW  IDEA 
President  Harding,  in  his  message  to  Congress  this 
week,  has  proposed  what  seems  to  be  a  new  scheme  of 
freight  rates.  The  country  has  not  yet  recovered  from 
his  earlier  announcement  that  freight  rates  were  too 
high  and  must  be  reduced,  on  the  theory  that  they  were 
throttling  business.  Indeed,  the  full  effects  of  his  utter- 
ance are  just  beginning  to  be  realized  in  formal  demands 
for  rate  reductions,  based  on  no  theory  other  than  that 
business  is  in  depressed  condition ;  in  the  granting  of 
such  demands  by  the  Interstate  Commerce  Commission, 
either  in  response  to  pressure  from  high  sources  or 
through  mistaken  notions  of  its  function ;  and  in  general 
demoralization  caused  by  hope  and  expectancy  on  the 
part  of  business  that,  if  it  will  wait  a  time,  it  will  have 
the  benefit  of  lower  transportation  charges.  In  our 
opinion,  the  uncertainty  is  having  at  least  as  bad  an 
effect  on  business  as  is  claimed  by  those  who  attribute 
its  bad  state  to  the  high  rates. 

Now,  the  President,  in  discussing  the  predicament 
of  the  agricultural  industry,  comes  out  in  advocacy  of 
what  seems  to  be  a  theory  of  freight  rates  based  on 
something  like  the  "back  to  the  farm"  doctrine.  He  says : 

The  existing  scheme  of  adjusting  freight  rates  has  been 
favoring  the  basing  points,  until  industries  are  attracted  to  some 
centers  and  repelled  from  others.  A  great  volume  of  uneconomic 
and  wasteful  transportation  has  attended  and  the  cost  increased 
accordingly.  The  grain  milling  and  meat  packing  industries 
afford  ample  illustration  and  the  attending  concentration  Is 
readily  apparent. 

The  menaces  in  concentration  are  not  limited  to  the  retard- 
ing influences  on  agriculture.  Manifestly  the  conditions  and 
terms  of  railway  transportation  ought  not  to  be  permitted  to 
increase  the  undesirable  tendency.  We  have  a  just  pride  in  our 
great  cities,  but  we  shall  find  a  greater  pride  in  the  nation  which 
has  a  larger  distribution  of  its  population  into  the  country, 
where  comparatively  self-sufficient  smaller  communities  may 
blend  agricultural  and  manufacturing  interests  in  harmonious 
helpfulness  and  enhanced  good  fortune. 

Such  a  movement  contemplates  no  destruction  of  things 
wrought,  of  investments  made,  or  wealth  involved.  It  only  looks 
to  a  general  policy  of  transportation,  of  distributed  industry  and 
of  highway  construction  to  encourage  the  spread  of  our  popula- 


tion and  restore  the  proper  balance  between  city  and  country. 
The  problem  may  well  have  your  earnest  attention. 

The  President  may  be  right  in  his  theory  of  proper 
economic  distribution  of  wealth  and  industry  and  the 
dangers  of  concentration  into  what  become  large  centers. 
He  may  be  right,  too,  in  what  seems  to  be  his  ideas  as 
to  the  part  the  present  scheme  of  transportation  rates 
plays  in  bringing  about  what  he  considers  these  harmful 
conditions.  But  we  protest  that  now  is  no  time  to  pro- 
pose new  theories  that  involve  such  widely  radical 
changes  in  our  present  scheme.  It  may  be  that  Congress 
should  instruct  the  Interstate  Commerce  Commission  to 
reform  the  rate  structure  of  the  country  with  a  view  to 
bringing  about  the  end  that  President  Harding  seems  to 
desire,  but  for  the  present,  at  least,  such  a  plan  can  be 
only  a  dream.  One  is  at  liberty  to  dream,  and  dreams 
make  the  world  worth  living  in ;  but  we  must  be  prac- 
tical as  well  as  dreamers,  and  we  have  enough  on  our 
hands  now  without  attempting  to  materialize  the  vision 
that  the  President  holds  before  us.  Besides,  only  confu- 
sion can  result  from  such  casual  and  general  references 
to  his  idea  as  he  has  made.  No  one  can  be  certain  what 
he  has  in  his  mind.  If  he  has  a  definite  idea  that  he 
thinks  should  be  worked  out,  he  should  put  it  into  defi- 
nite terms.  If  he  is  not  ready  to  do  that,  it  might  be  well 
to  refrain  from  adding  further  to  the  unrest  that  prevails 
in  circles  interested  vitally  in  transportation  rates  and 
proposed  changes  in  their  level  and  theory. 


POLITICAL  RATE  MAKING 

Lest  our  readers  may  not  have  noticed,  or  lest  they 
forget,  we  call  attention  to  the  testimony  given  recently 
before  the  Senate  Interstate  Commerce  Committee  by 
Edgar  E.  Clark,  until  recently  chairman  and  ablest  mem- 
ber of  the  Interstate  Commerce  Commission.  His  testi- 
mony was  printed  in  The  Traffic  World  of  November  26. 
Though  he  appeared  as  a  private  citizen,  he  spoke  out 
of  the  fullness  of  experience  and  intimate  knowledge  of 
the  subjects  under  consideration.  What  he  said  was 
worth  while  reading  by  those  who  are  considering  the 
effect  of  high  freight  rates  on  the  volume  of  business, 
and  are  giving  attention  to  the  other  problems  now 
puzzling  the  committee. 

We  call  attention  particularly  to  what  he  said  about 
political  rate  making.  His  remarks  were  in  the  nature 
of  a  defense  of  the  Commission  along  general  lines.  It, 
he  said,  had  always  been  subject  to  misunderstanding 
and  criticism.  Then  he  said :  "If  the  time  ever  comes 
when  the  Interstate  Commerce  Commission  has  to  con- 
sider whether  or  not  a  thing  is  going  to  be  popular  and 
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GULF,  MOBILE  £  NORTHEBX 

RAILROAD 

AND    CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


4:30 

12:30 

12:47 

3:25 

4:20 

4:10 

5:40 

2:30 

5:30 


P- 
a.  m 
P. 
P- 
P- 

a.  m 
a.  m 
a.  m 
p.  m 


Miles 

0  Lv.  Jackson,  Tenn.  Ar 
83  Lv.  New  Albany. Miss.  Ar 
next  day  247  Ar. 
next  day  261  Ar. 
next  day  298  Ar. 
2nd  day  410  Ar. 


Lv 


2nd  day  448  Ar. 
2nd  day  356  Ar. 
2nd  day  529  Ar. 


Newton,  Miss. 
Meridian,  Miss.  Lv 
Laurel,  Miss.  Lv 
Mobile,  Ala.  Lv 
New  Orleans,  La.  Lv 
Vicksburg,  Miss.  Lv. 
Shreveport,  La.  Lv. 


8:00  a.  m.  2nd  day 
12:30  a.  m.  2nd  day 
11:55  a.  m. 

7:35  a.  m. 

8:45  a.  m. 
10:00  p.  m. 

9:40  p.  m. 

5:00  a.  m. 

3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 

"THE  ROAD  OF  SERVICE" 


San  Diego  &  Arizona  Railway 

THE    SAN    DIEGO    SHORT    LINE 

Offers  a  New  Direct  Route  Between  San  Diego  and  Eastern  Cities 

This  new  line  in  connection  with  Southern  Pacific  and  its    Eastern  connections  forms  the 
shortest  transcontinental  line  to  any  California  port.     GIVE  IT  A  TRIAL. 

From  CHICAGO:  Through  package  cars  in  connection  with  Rock  Island,  El  Paso  &  Southwestern,  Southern 

Pacific,  care  S.  D.  &  A.,  El  Centra. 

From  NEW  ORLEANS,  KANSAS  CITY,  ST.  LOUIS:  Excellent  service,  without  delay,  to  San  Diego. 
From  NEW  YORK:  Morgan  Line— Sunset  Route,  care  S.  D.  85  A.,  El  Centra. 
From  other  points:  Direct  line  to  Southern  Pacific,  care  S.  D.  &  A.,  El  Centre. 

For  information  as  to  rates,  routes,  service,  etc.,  ask  any  Agent  Southern  Pacific  Lines,  or  any  railway  agent,  or  address 
A.  T.  MERCIER,  General  Manager 

e^^Si^SM^rA^  SAN  DIEGO  &  ARIZONA  RAILWAY,  San  Diego,  Calif. 
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whether  or  not  it  is  going  to  be  attacked  by  one  political 
party  or  another,  its  usefulness  will  be  very  seriously 
Impaired." 

\\  c  (In  imt  know  whether  Mr.  (.'lark  spoke  as  lie 
did  because  he  believes  or  fears  that  the  Commission  is 
now  being  subjected  to  political  influence,  or  merely  as 
a  waniini;  against  the  attempt  to  exercise  such  influence. 
The  point  is,  that  what  he  said  is  true.  Whether  or  not 
there  has  been  political  influence,  we  may  all  agree  that 
the  successful  exertion  of  such  influence  would  be  bad 
for  the  country  and  destroy,  in  great  measure,  the  value 
of  our  regulating  body.  We  would  go  farther  than  Mr. 
C'lark  did,  however,  and  say  that  already  there  appears 
to  be  an  element  of  what  might  be  called  politics  in  some 
of  the  decisions  and  rulings  of  the  Commission  lately. 
It  is  time  for  such  influences  to  cease  and  for  the  Com- 
mission to  disregard  them  if  they  continue. 


DEATH  OF  H.  C.  BARLOW 

Another  big  figure  in  the  transportation  world  has 
passed  with  the  death  of  Henry  C.  Barlow,  traffic  direc- 
tor of  the  Association  of  Commerce.  He  was  the  Nestor 
of  industrial  traffic  men,  and  will  be  missed,  perhaps, 
more  than  any  other  of  the  several  stalwarts  who  have 
dropped  from  the  ranks  in  the  last  few  years.  Over 
seventy  years  old,  he  remained  in  the  harness  until  the 
last,  being  about  his  business  even  on  the  day  of  his 
death.  For  years,  as  traffic  director  of  a  great  commer- 
cial organization  and  as  a  leader  in  the  National  Indus- 
trial Traffic  League,  of  which  he  was  one  of  the  organ- 
izers and  of  whose  executive  committee  he  was  chairman, 
he  was  a  great  force — and  a  force  for  good — in  transpor- 
tation. His  influence  was  due  to  his  wide  knowledge, 
his  unfailing  fairness,  tact  and  courtesy,  but  withal,  his 
courage  and  aggressiveness.  Men,  of  course,  frequently 
disagreed  with  him,  but  they  always  respected  him.  To 
him,  perhaps,  more  than  to  any  other  one  man  is  due 
'  the  gradual  evolution  through  which  the  carriers  have 
come  to  consider  the  shippers  as  a  party  to  be  considered 
in  important  projects  and  whose  co-operation  was  nec- 
essary. He  was  highly  regarded  by  the  Interstate  Com- 
merce Commission  and  by  the  lawmakers  in  Washington, 
and  in  more  ways  and  instances  than  were  generally 
known  his  influence  was  felt.  He  had  brains  and  knowl- 
edge and  personality,  but,  greater  than  all  these,  he  had 
character. 


THE  RATE  SITUATION 

The  rate  situation,  with  reference  to  the  general 
inquiry  instituted  by  the  Commission,  the  reductions 
ordered  by  the  Commission  in  the  western  grain  rate 
case,  and  the  ten  per  cent  reduction  on  all  agricultural 
commodities  proposed  by  the  carriers  as  a  substitute  for 
the  western  grain  reductions,  is  not  yet  clear,  but  some 
things  have  appeared  that  were  not  plain  when  we  dis- 
cussed this  subject  last  week.  The  first  is  that  the 
Commission,  in  announcing  a  general  inquiry  to  deter- 
mine its  right  to  order  "further  general  reductions"  in 
rates,  did  not  have  in  its  mind  any  question  as  to  the 
right  or  propriety  of  granting  the  carriers  permission 
to  make  a  nation-wide  ten  per  cent  reduction  in  agricul- 


tural commodities,  for  it  has  since  issued  that  permission. 
Another  thing  made  plain  is  that  it  is  not  yet  clear 
whether  the  Commission  intends  to  rescind  its  order  in 
the  grain  case  that  the  general  agricultural  reduction 
may  be  substituted,  or  is  merely  permitting  the  carriers 
to  make  reductions  on  the  entire  agricultural  list,  if  they 
choose,  in  addition  to  the  reductions  ordered  in  the  grain 
case.  It  has  not  yet  withdrawn  its  grain  order  and  pro- 
tests are  being  filed  against  its  doing  so.  The  carriers 
will  probably  not  go  ahead  with  their  proposed  general 
agricultural  reduction  until  the  intention  of  the  Commis- 
sion in  this  respect  is  made  clear.  If  it  then  appears  that 
the  Commission  does  not  intend  to  withdraw  the  grain 
reduction  order,  it  is  considered  likely  that  the  carriers 
will  not  avail  themselves  of  the  permission  granted  to 
make  the  ten  per  cent  agricultural  reductions.  So,  really, 
the  clearness  of  the  situation  now  consists  merely  in  the 
fact  that  the  things  that  are  not  clear  are  defined. 

In  our  remarks  last  week  we  erred  in  saying  that  the 
Commission  had  neglected  to  include  in  its  list  of  ques- 
tions in  the  program  for  the  hearing  in  the  general  rate 
inquiry  one  as  to  whether  reductions  should  be  made  by 
commodities  or  by  the  percentage  method.  Such  a  ques- 
tion is  included. 


RAILROAD-STEAMSHIP  CONTRACTS 

Reciprocal  traffic  agreements  between  American  rail- 
roads and  foreign  steamship  companies  are  held  by  the 
United  States  Shipping  Board  to  be  "harmful  to  the 
development  of  American  commerce  in  American  ves- 
sels" and  "a  menace  to  the  success  of  ships  operating 
under  the  flag  of  the  United  States."  Abrogation  of  such 
agreements  through  voluntary  action  of  the  railroad  com- 
panies is,  therefore,  urged  by  the  board,  which,  through 
its  spokesman,  has  expressed  the  belief  that  the  agree- 
ments will  be  dissolved  without  action  by  the  board 
under  what  power  it  may  have  to  compel  termination 
of  them. 

A  willingness  to  comply  with  the  board's  wishes  was 
expressed  by  representatives  of  American  railroads  serv- 
ing Atlantic  and  Gulf  ports  at  a  hearing  before  Commis- 
sioners Thompson,  Lissner,  Plummer  and  Chamberlain 
last  week.  Probably  the  most  important  of  the  contracts 
held  by  these  lines  is  that  entered  into  between  the  Bal- 
timore &  Ohio  and  the  Donaldson  Line,  under  which 
Vice-President  Fries  said  the  Baltimore  &  Ohio  did  not 
discriminate  in  favor  of  the  ships  of  the  foreign  lines, 
and  that  no  tonnage  was  routed  under  the  agreements. 
So  far  as  the  Baltimore  &  Ohio  is  concerned,  Mr.  Fries 
said,  the  contracts  it  has  may  be  abrogated. 

A  different  situation  was  developed  with  regard  to 
agreements  that  the  Great  Northern  and  the  Chicago, 
Milwaukee  &  St.  Paul  have  with  the  Nippon  Yusen 
Kabushiki  Kaisha  and  the  Osaka  Shosen  Kabushiki  Kai- 
sha,  respectively,  under  which  the  rail  lines  receive  each 
year  a  substantial  volume  of  tonnage  originating  in  the 
Orient  and  deliver  outbound  tonnage  to  the  Japanese 
vessels  at  Puget  Sound  ports.  It  was  easily  to  be  seen 
from  the  statements  made  at  the  hearing  that  the  two 
great  transcontinental  lines  involved  value  these  agree- 
ments highly  because  of  the  revenue  derived  therefrom. 
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The  agreements  are  of  long  standing  but  have  been  re- 
newed recently. 

Renewal,  October  18,  by  the  Great  Northern  of  its 
contract  with  its  Japanese  connection  was  commented 
on  by  Commissioner  Thompson,  who  acted  as  chairman 
at  the  hearing,  as  an  act  "in  direct  competition  with  the 
government."  but  he  later  asserted  that  the  board  was 
not  talking  "patriotism,"  but  "business."  The  issue, 
therefore,  has  been  joined  on  a  "business"  basis.  That  is 
as  it  should  be.  It  is  on  that  basis  that  the  position  taken 
by  the  board  and  by  the  transcontinental  lines  should  be 
considered. 

The  representatives  of  the  Great  Northern  and  the 
Chicago,  Milwaukee  &  St.  Paul  went  on  record  as  desir- 
ous of  co-operating  with  the  board  in  building  up  an 
American  merchant  marine.  But,  at  the  same  time,  they 
asked  in  effect  whether  it  was  the  fair  thing  to  provide 
that  American  vessels  get  tonnage  at  the  expense  of  the 
treasuries  of  the  railroads.  They  had  no  assurance,  they 
contended,  that,  should  the  agreements  be  wiped  out, 
the  inbound  tonnage  carried  by  the  Japanese  lines  would 
not  go  to  Canadian  ports  and  be  carried  to  eastern  inland 
destinations  via  Canadian  railroads.  They  further  ex- 
pressed doubt  as  to  the  ability  of  the  board  to  control, 
for  American  vessels,  the  tonnage  originating  in  the 
United  States  and  shipped  to  the  Far  Ea'st  on  the  foreign 
steamships. 

Looking  at  the  situation  thus  developed  from  the 
business  point  of  view,  it  is  difficult  to  see  how  the  Ship- 
ping Board,  acting  as  an  agency  of  the  federal  govern- 
ment, rightfully  can  ask  the  Great  Northern  and  the  Chi- 
cago, Milwaukee  &  St.  Paul  to  abrogate  their  agreements 
with  the  Japanese  lines,  unless  the  board,  directly  or  indi- 
rectly, can  assure  them  that  a  similar  amount  of  traffic 
will  be  available  to  them  through  vessels  under  the 
American  flag. 

It  appears  to  us  that  Vice-President  Kenney  of  the 
Great  Northern  stated  the  case  in  a  nutshell  when  he  said 
there  would  be  no  benefit  to  the  American  merchant 
marine  for  the  Great  Northern  to  lose  the  inbound  ton- 
nage it  gets  from  its  Japanese  connection,  unaccompanied 
by  a  diversion  of  that  tonnage  to  American  vessels 

The  Shipping  Board  points  to  section  28  of  the  mer- 
chant marine  act  of  1920,  as  defining  the  intent  of  Con- 
gress that  American  railroads  be  preferential  feeders  of 
tonnage  for  American  ships.  No  one  will  question  the 
desirability  of  such  an  arrangement  if  it  can  be  carried 
out  without  loss  to  the  railroads.  But  Congress  surely 
does  not  wish  to  build  up  the  American  merchant  marine 
at  the  expense  of  the  railroads ;  and  it  is  again  difficult 
to  see  why  the  railroads  should  be  condemned  for  having 
sought  and  obtained  business  where  it  could  be  obtained. 
It  is  also  significant  that  an  authority  no  less  than 
the  Interstate  Commerce  Commission  has  seen  fit  to  call 
to  the  attention  of  Congress,  in  its  annual  report  made 
public  this  week,  that  section  28  may  not,  if  made  opera- 
tive, accomplish  what  its  advocates  have  contended  it 
would  accomplish. 

"The  ultimate  effect  of  section  28  may  be  merely  to 
divert  traffic  from  certain  ports  to  others,  with  little  or 
no  gain  in  tonnage  for  United  States  vessels,"  the  Com- 
mission says. 


The  straightforward  statement  of  Vice-President 
Calkins  of  the  Chicago,  Milwaukee  &  St.  Paul,  that  he 
could  not  promise  that  he  would  recommend  the  abroga- 
tion of  the  contract  his  company  has  with  the  Japanese 
unless  he  could  at  the  same  time  offer  something  to  take 
its  place,  did  not  merit  the  rejoinder  of  Commissioner 
Thompson  that  a  "discordant  note"  had  been  struck.  We 
do  not  see  that  Mr.  Calkins,  with  substantial  revenue  at 
stake,  could  have  answered  otherwise. 


TAX  ON  TRANSPORTATION 


The   Traffic   World    Washington  Bureau 
t,  in  Treasury  decisions  Nos.  3255 


The  Treasury  Department, 

and  3256,  has  made  rulings  about  the  collection  of  the  taxes 
on  transportation  contracts  that  are  in  process  of  execution 
when  the  law  eliminating  the  taxes  becomes  effective,  January 
1.  Treasury  Decision  No.  3255,  addressed  to  collectors  of  in- 
ternal revenue  and  others  concerned,  pertains  to  freight.  The 
other  covers  passenger  business. 

In  this  case  the  "others  concerned"  are  the  agents  of  rail- 
road companies  whose  duty  it  is  to  collect  the  taxes  and  to 
refund  them,  under  certain  conditions.  The  ruling  with  regard 
to  freight,  made  by  D.  H.  Blair,  commissioner  of  internal  reve- 
nue, and  approved  by  Secretary  A.  W.  Mellon,  is  as  follows: 

Subdivisions  (a),  (b)  and  (e)  of  Section  500  of  the  Revenue  Act  of 
1918  impose  tax  on  amounts  paid  for  transportation.  The  provisions 
of  the  1918  Act  imposing  tax  on  charges  for  transportation  service 
are  repealed  effective  January  1,  1922,  by  the  Revenue  Act  of  1921. 
Cases  will  arise  where  the  transportation  service  will  be  only  par- 
tially performed  before  January  1,  1922.  It  is  held  that  tax  imposed 
by  subdivisions  (a),  (b)  and  (e)  of  the  Revenue  Act  of  1918  applies  to 
amounts  prepaid  for  transportation  in  cases  where  the  shipments  are 
made  before  January  1,  1922,  but  does  not  apply  in  cases  where  the 
charges  are  "collect"  on  shipments  made  before,  but  arriving  at  des- 
tination on  or  after  January  1,  1922. 

Transportation  companies  have  been  authorized  as  set  forth  in 
Article  115,  Regulations  49,  Revised,  to  adjust  tax  in  adjusting  over- 
charges, taking  credit  on  any  subsequent  return  for  tax  so  adjusted. 
In  order  to  terminate  this  authority  uniformly  and  at  a  time  that 
will  make  it  practicable  for  the  credits  to  be  taken  on  returns  made 
by  the  carriers,  it  is  directed  that  in  adjusting  overcharges  and  in 
redeeming  unused  and  partially  used  tickets  and  mileage  books,  no 
adjustments  be  made  of  tax  after  December  31,  1921.  It  is  suggested 
that  transportation  companies,  as  soon  as  practicable,  advise  all 
claimants  who  have  claims  pending  or  who  file  claims  after  December 
31,  1921,  that  claim  for  refund  of  tax  should  be  filed  on  Treasury  De- 
partment Form  46,  with  the  Commissioner  of  Internal  Revenue  within 
four  years  from  time  tax  was  paid,  claim  being  barred  by  statute  of 
limitations  if  received  after  such  time.  In  the  event  the  transportation 
companies  retain  the  freight  receipts,  express  receipts,  redeemed  tick- 
ets, or  mileage  books  as  part  of  their  files  on  a  claim,  it  will  facilitate 
handling  claim  filed  with  the  Commissioner  for  refund  of  the  tax 
if  the  transportation  companies  will,  when  adjusting  the  transporta- 
tion charge,  furnish  to  the  claimant  a  statement  or  certificate  con- 
taining the  following  information,  retaining  a  copy  thereof  in  their 
files: 

(a)  Number   assigned    claim    by    transportation    company. 

(b)  Amount  of  charges   refunded  on   the  claim. 

(c)  Amount   of   tax  actually   collected   on   the   refunded   amount. 

(d)  Date  (or  dates)  on  which  tax  was  collected. 

In  order  that  right  to  refund  may  be  established  it  will  be  neces- 
sary for  claimant  to  either  furnish  the  original  receipts,  showing 
payment  of  tax  or  to  furnish  the  above  statement  or  certificate  in  lieu 
thereof. 

The  ruling  respecting  tickets  and  taxes  on  Pullman  accom- 
modations is  as  follows: 

Subdivision  (d)  of  Section  500  of  the  Revenue  Act  of  1921  provides 
as  follows:  "(d)  Under  regulations  prescribed  by  the  Commissioner 
with  the  approval  of  the  Secretary,  refund  shall  be  made  of  the 
proportionate  part  of  the  tax  collected  under  subdivision  (c)  or  (d) 
of  section  500  of  the  Revenue  Act  of  1918  on  tickets  or  mileage  books 
purchased  and  only  partially  used  before  January  1,  1922." 

No  tax  should  be  collected  on  the  charge  for  a  ticket  or  mileage 
book  sold  before  January  1,  1922,  if  no  part  of  it  can  be  used  until  on 
or  after  January  1,  1922. 

Where,  however,  tax  has  been  collected  under  subdivision  (c)  or 
(d)  of  Section  500,  Revenue  Act  of  1918,  on  a  ticket  or  mileage  book 
which  is  only  partially  used  before  January  1,  1922,  the  tax  applicable 
and  proportionate  to  the  unused  part  of  such  ticket  or  mileage  book 
may  be  refunded. 

Claim  for  refund  should  be  filed  by  the  person  paying  the  tax,  on 
Form  46,  which  should  show  the  following: 

(a)  Statement  of  the   facts   on   which   claim   is   based. 

(b)  Statement   that   no   claim    is   pending   nor   will   any    be    flled 
with  the  transportation  company  for  adjustment  of  the  tax. 

(c)  Statement    that    the    unused    part    of    the    ticket    or    mileage 
book,   in   connection   with   which   refund   is   requested,    if   in   hands   of 
claimant  when  claim  is  flled,  has  been  marked  to  show  the  amount  of 
tax  for  which  claim  has  been  flled. 

The  claim  should  also  be  supported  by  a  statement  from  an 
agent  of  the  transportation  company  (or  from  a  collector  of  internal 
revenue  if  such  information  can  be  furnished  by  him)  giving  the 
following  data  concerning  the  ticket  or  mileage  book  in  connection 
with  which  refund  is  requested:  (a)  The  number,  (b)  date  of  pur- 
chase, (c)  price  paid,  (d)  the  proportionate  part  remaining  unused  on 
January  1,  1922,  and  (e)  the  proportionate  amount  of  tax  applicable 
to  the  unused  part. 
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Current  Topics 

in  Washington 


The  President's  Message. — A  presidential  address  is  a  carry- 
iill.  In  it  the  chief  executive  carts  suggestions  for  the  bettering 
of  conditions  to  the  legislative  workshop.  It  is  no  reflection 
on  a  president  that  what  he  brings,  in  part,  is  old.  That  is 
ih.'  line  of  talk  that  was  started  by  what  President  Harding 
had  to  say  about  population  congestion  being  helped  along  by 
the  favorable  rates  railroads  make  for  what  he  called  the  basing 
points.  He  suggested  that  Congress  think  about  the  situation 
i  hr  supposed  favoritism  creates.  Three  years  ago,  Chairman 
M<  chord  expressed  about  the  same  thoughts  in  a  newspaper 
article  about  reconstruction  after  the  war.  Senator  Fletcher 
of  Florida  had  McChord's  thought  published  as  a  public  docu- 
ment. Perhaps  Harding,  then  a  senator,  read  the  document. 
It  is  considered  more  likely,  however,  that  while  McChord  and 
Harding  were  having  frequent  meetings  a  short  time  ago,  on 
account  of  Harding's  insistence  on  reduced  rates  and  on  account 
of  the  threat  of  a  rail  strike,  they  talked  on  the  subject  and 
McChord  suggested  that  it  would  be  a  fine  thing  if  Congress 
could  think  up  some  scheme  that  would  invite  or  compel  more 
people  to  live  in  the  rural  sections,  rather  than  in  the  congested 
cities.  The  President's  message  sounds  as  if  McChord  had  told 
the  chief  executive  that  the  favorable  rate  adjustments  tended 
to  force  still  further  congestion.  No  one  seriously  disputes 
that  assertion.  It  is  almost  axiomatic.  But  there  are  many 
things  that  are  wrong  for  which  there  is  not  now  any  remedy. 
The  railroads  did  not  create  the  condition.  Every  so-called 
basing  point  had  low  rates  before  there  was  a  railroad.  Big 
cities  grew  where  they  are  because  the  natural  trade  routes 
converged  where  they  were  built.  The  interior  of  Kentucky, 
McChord's  state,  was  settled  before  the  river  points,  but  the 
folks  en  route  from  Virginia  continued  through  Harrodsburg 
and  other  interior  towns  to  Louisville,  because  the  trails  through 
the  forests  led  to  that  point.  The  railroads  were  built  where 
the  people  were.  In  the  intense  rivalry  between  Cincinnati  and 
Louisville,  more  railroads,  perhaps,  were  built  toward  the  points 
on  the  rivers  in  Tennessee  and  the  interior  of  Kentucky  than 
there  was  commerce  to  support.  Competition  for  tonnage  at 
the  river  cities  forced  down  rates.  The  interior  had  to  pay 
higher  rates  than  would  have  been  the  fact  had  there  not  been 
as  many  railroads.  Besides,  the  river  tended  to  keep  rates  to 
and  from  the  river  cities  low.  Marion,  O.,  is  not  on  a  river 
that  the  most  optimistic  river  and  harbor  man  would  call  nav- 
igable, yet  it  has  grown  more  than  Caledonia,  a  few  miles  away, 
because  it  lies  at  a  point  where  the  Erie  and  the  Big  Four  cross. 
It  is  on  the  great  highways  from  New  York,  Buffalo  and  Cleve- 
land to  Cincinnati,  Chicago  and  St.  Louis.  Caledonia  is  on 
only  one  of  them.  Marion  was  a  thriving  town  before  rebating 
was  brought  to  an  end.  Steam  shovels  and  threshing  machines 
were  made  there  by  enterprising  neighbors  of  Harding.  They 
were  distributed  from  there  in  competition  with  Mansfield,  where 
the  Erie,  Baltimore  &  Ohio  and  Pennsylvania  cross  each  other. 
Mansfield  also  made  threshing  machines.  The  two  towns  mo- 
peted  and  there  is  no  one  to  measure  how  much  of  their  early 
growth  was  due  to  the  form  of  competition  that  was  expressed 
in  rebates.  Congress  may  know  how  to  change  the  conditions 
that  made  Marion  and  Mansfield  grow,  not  so  much  as  Cleve- 
land and  Cincinnati,  but  more  than  Caledonia  and  Lexington, 
one  of  which  is  on  the  Erie  and  the  other  on  the  Baltimore  & 
Ohio.  It  is  a  nice  job  President  Harding  has  laid  on  its  work- 
bench. 


agree  with  the  railroad  unions,  that  the  management*  of  the 
railroads  are  not  efficient,  because  so  much  of  it  Is  governmental. 
At  the  same  time  he  might  suggest  that  the  remedy  was  less 
government  in  the  railroads  and  not  more. 

A  Weary  Coil  About  Wire  Rod*,— What  is  a  bar,  and  when 
are  coils  of  wire  rods  not  wire  rods  in  coils?  That  question 
is  discussed  in  a  brief  for  the  complainant  in  No.  12267,  Lan- 
caster Steel  Products  Corporation  vs.  Director-General,  as  agent, 
et  al.,  by  J.  H.  Flshback  and  Wilbur  LaRoe,  Jr.  They  called 
attention  to  the  fact  that  when  the  traffic  witness  for  the  de- 
fense was  asked  to  distinguish,  if  he  could,  between  coils  of 
wire  rods  and  wire  rods  in  colls,  he  said  the  commodity  under 
discussion  could  be  called  bar  steel,  even  if  the  rods  were  in 
coils,  because  he  had  known  sand  bars  to  be  in  curved  shape 
and,  in  days  gone  by  he  had  seen  circular  bars  around  which 
patrons  might  stand  and  imbibe  something  which  Is  no  more. 
LaRoe  or  Fishback  (the  brief  does  not  say  which)  thereupon 
grew  a  bit  sarcastic  by  saying  that  the  witness  had  not  gone 
so  far  as  to  suggest  that  he  had  ever  seen  a  coiled  sand  bar,  or 
a  coiled  crowbar  or  a  coiled  hotel  bar.  Then  the  man  who 
wrote  the  brief  said  the  witness  was  not  speaking  jocularly  but 
in  a  serious  and  earnest  manner,  else  Fishback  and  LaRoe  said 
they  would  not  have  taken  the  trouble  to  set  forth  the  substance 
of  the  testimony  or  dignify  it  by  giving  it  consideration.  They 
said  it  was  the  very  heart  of  their  case  and  that,  therefore, 
they  could  not  afford  to  ignore  the  testimony  of  the  only  witness 
for  the  Director-General,  given,  they  said,  when  the  examiner 
who  was  taking  the  testimony  pressed  the  witness  to  give  his 
honest  opinion  as  to  what  the  exhibits  in  the  room  really  were. 


Commission  Management  of  Railroads. — The  Commission's 
annual  report,  it  is  believed,  will  make  Commissioner  Potter 
wonder  what  there  is  left  about  a  railroad  for  the  owners  or 
their  representatives  to  manage.  He  is  strong  for  the  Com- 
mission keeping  out  of  the  realm  of  management  and  confining 
itself  to  regulating.  When  it  is  recalled  that  the  state  com- 
missions say  how  many  drinking  cups  there  shall  be  in  the 
waiting  rooms  of  a  country  passenger  station  and  how  cattle- 
guards  shall  be  constructed,  it  may  be  seen  that  the  man  called 
on  to  catalogue  what  is  left  for  the  owners  to  manage  also  has 
a  sweet  job.  The  labor  unions,  which  are  on  record  as  desirous 
of  forcing  government  ownership  and  operation,  probably  be- 
cause, while  the  government  was  operating  the  railroads,  their 
members  got  wages  out  of  the  public  treasury  when  rates  were 
not  made  high  enough  to  pay  them  and  other  costs  of  opera- 
tion, to  further  the  cause  of  government  ownership,  have  been 
suggesting  poor  management  of  the  railroads  as  one  reason 
for  their  not  making  enough  to  pay  the  wages  of  both  capital 
and  labor.  The  annual  report,  it  is  believed,  by  implication, 
shows  there  may  be  some  foundation  for  their  general  charge 
of  inefficient  management— not,  however,  in  a  way  favorable 
to  them.  Owing  to  the  multiplicity  of  things  in  which  the  rail- 
roads are  managed  by  public  officials,  a  cynical  person  might 


American  Creosoting  Case. — The  Supreme  Court's  decision 
in  the  American  Creosoting  case,  reported  elsewhere  in  this  issue, 
seems  to  lawyers  and  those  having  a  general  familiarity  with 
commerce  clause  jurisprudence,  to  be  unusually  important.  The 
decision  seems  particularly  emphatic,  because,  although  the  case 
was  argued  the  day  before  the  court  recessed,  the  decision  was 
the  first  one  handed  down  after  the  recess  and  the  court  was 
unanimously  of  the  opinion  that  the  Commission's  order  must 
be  set  aside.  The  decision,  it  is  believed,  is  of  much  signifi- 
cance because,  since  March  1,  1920,  there  has  been  an  influential 
school  of  thought  which  has  urged  that,  because  the  trans- 
portation act  provided  for  rate-making  by  groups  of  carriers,  it 
followed  that  every  section  of  the  interstate  commerce  act  was 
impliedly  amended  to  the  extent  that  the  Commission,  in  con- 
struing applying  sections  1,  2,  3,  4,  etc.,  might  ignore  the  sep- 
arate corporate  identity  of  the  separate  carriers  and  treat  them 
all  as  parts  of  one  national  system.  The  decision  seems  an 
emphatic  finding  that  such  a  doctrine  of  amendment  by  impli- 
cation is  without  legal  sanction.  Another  interesting  circum- 
stance is  the  fact  that  the  order  of  the  Commission  in  Southern 
Hardwood  Association  et  al.  vs.  Director-General,  61  I.  C.  C.  132, 
was  based  on  the  same  construction  of  the  law  as  that  an- 
nounced in  the  American  Creosoting  case.  In  fact,  in  its  opinion 
in  the  American  Creosoting  case  the  Commission  said:  "Fol- 
lowing Southern  Hardwood  Association  et  al.  vs.  Director-Gen- 
eral, and  upon  the  facts  and  record  in  this  case,  we  find  that, 
etc."  The  order  in  the  Southern  Hardwood  case,  however,  was 
not  contested  by  the  defendants  therein.  Query:  Will  the 
Commission,  in  view  of  the  present  decision,  voluntarily  set 
aside  its  order  in  that  case? 


A  French  Railroad  Problem. — The  French  parliament  also 
has  a  railroad  problem  on  its  hands.  For  months  it  has  been 
conducting  hearings  before  committees  of  the  senate  and  cham- 
ber of  deputies  to  find  a  remedy  for  the  poor  condition  of  the 
railroads.  The  French  are  now,  in  a  legislative  sense,  where 
the  United  States  was  two  years  ago.  Charles  W.  Westcott,  who 
is  described  in  a  bulletin  of  the  Department  of  Commerce  as 
an  "economist  consul,"  has  been  reporting  on  the  subject.  In 
the  scheme  that  he  thinks  the  French  parliament  will  adopt 
by  the  end  of  the  year,  provision  is  made  to  support  the  rail- 
roads by  contributions  from  the  treasury — just  as  was  the  case 
in  this  country  when  the  Railroad  Administration  had  control. 
The  French,  Westcott  thinks,  will  adopt  a  scheme  for  the  opera- 
tion of  the  six  principal  railroads  under  a  single  agreement 
between  the  companies  and  the  government,  in  which  the  man- 
aging will  be  done  by  a  sunreme  council  in  which  the  govern- 
ment, the  corporations,  and  the  public  will  be  represented. 
Revenues  will  be  pooled  so  the  "weak  sisters"  may  be  helped. 
The  government  is  to  contribute  "initially"  to  the  pool,  and 
the  pool  is  to  be  kept  at  a  specified  level  by  increases  or  reduc- 
tions in  rates.  That  is  so  much  like  the  scheme  In  the  federal 
control  law  that  one  is  reminded  of  the  "initial  contribution" 
of  the  American  government,  called  the  revolving  fund.  That 
fund  was  to  be  kept  at  a  specified  level,  but  the  fund,  instead 
of  revolving,  did  nothing  but  disappear.  Somehow  or  other  the 
men  who  managed  the  railroads  for  the  government  were  always 
able  to  make  the  fund  disappear  faster  than  the  business  of 
the  railroads  could  make  it  appear.  Congress  had  to  make 
several  "initial  payments,"  in  one  form  or  another.  In  France 
the  state  is  to  guarantee  operating  expenses,  bonded  indebted- 
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ness  and  preferred  dividends,  "thus  making  it  easy  for  the 
lines  to  raise  the  large  amount  of  capital  necessary  for  im- 
provements and  extensions,"  said  Westcott.  That  phase  of  the 
subject  looks  like  a  combination  of  the  "standard  return"  part 
of  the  federal  control  law.  The  supreme  council,  which  is  to 
manage  the  railroads,  reminds  one  of  the.  Railroad  Administra- 
tion, in  which  the  public,  outside  of  the  labor  unions,  had  little 
to.  say  other  than  to .  buy  the  bonds  that  furnished  the  money 
to  keep  the  Railroad  Administration  going  as  an  agency  for 
winning  the  war.  In  some  aspects  the  plan  also  suggests  the 
Plumb  plan,  because  there  is  to  be  a  fund  to  be  distributed 
as  reward  for  efficient  administration  and  good  management. 
One-third  of  the  premiums  are  to  go  to  deserving  companies  and 
two-thirds  to  their  operating  staffs — that  is,  the  workers. 


Commission-Shipping  .Board  Friction. — That  there  is  public 
avowal  of  disagreement,  not  to  say  friction,  between  the  Com- 
mission and  the  Shipping  Board  is  surprising  to  those  who 
have  to  think  about  the.  two,  because  it  was  not  made  sooner. 
In  final  essence,  it  is  believed,  it  is  only  the  kind  of  friction 
that  always  exists  between  carriers  by  land,  and  carriers  by 
water.  In  a  broad  way  of  speaking,  the  Shipping  Board  stands 
for  the  ideas  of  the  carriers  by  water  and  the  Commission  for 
the  thoughts  of  managers  of  carriers  by  railroad.  It  is  no 
answer,  it  is  believed,  to  suggest  that  they  should  be  in  agree- 
ment to  the  end  that  there  might  be  an  integration  of  the  two 
kinds  of  transportation.  Until  C.  E.  Spens  used  the  strong 
arm  of  the  Railroad  Administration  to  dispose  of  it,  there  was 
a  constant  brawl  over  the  question  of  demurrage  on  shipments 
brought  to  the  ports  by  the  railroads  for  further  shipment  by 
water.  The  disagreement  of  the  two  classes  of  carriers  re- 
sulted in  the  shipper,  who  was  in  no  way  responsible  for  the 
delays,  paying  the  demurrage.  Spens  saw  the  ridiculousness 
of  that.  Therefore,  he  devised  the  plan  of  .making  up  what 
might  have  been  called  a  list  of  "fair"  steamship  lines,  including 
in  that  list  the  names  of  all  carriers  by  water  that  had  agreed 
to  settle  the  demurrage  question  on  the  basis  that  if  the  rail- 
road caused  the  delay  it  should  pay,  and  if  the  water  line  caused 
it,  it  should  pay,  thus  relieving  the  shipper  who  sent  his  goods 
forward  on  a  through  export  bill.  He  thereby  lost  control  over 
the  goods,  because,  in  theory,  they  were  always  in  the  hands  of 
one  carrier  or  the  other.  When  Spens  got  up  his  "fair"  list 
the  steamship  companies  all  wanted  to  be  on  it;  hence,  the 
plan  worked.  A.  E.  H. 


CREOSOTING  IN  TRANSIT 

The   Traffic   World   Washington  Bureau 

In  an  opinion  by  Associate  Justice  Brandeis  on  No.  436,  Cen- 
tral Railroad  Co.,  of  New  Jersey,  et  al.  vs.  United  States  of 
America,  et  al.,  the  Supreme  Court  of  the  United  States,  December 
5,  condemned  the  order  of  the  commission  in  what  is  known  as 
the  American  Creosoting  Company  case,  61  I.  C.  C.,  145.  In 
that  case  the  Commission  directed  the  Central  and  the  Pennsyl- 
vania to  remove  an  undue  prejudice  it  found  they  were  practic- 
ing against  the  creosoting  company.  The  undue  prejudice  con- 
sisted in  their  failure  to  accord  to  the  complaining  company 
creosoting  in  transit  at  Newark,  N.  J.,  while  at  the  same  time 
participating  in  joint  traiffs  which  accorded  that  privilege  to 
its  competitors  in  the  middle  west  and  south.  The  case  came 
before  the  Supreme  Court  on  an  appeal  from  the  refusal  of 
the  federal  court  for  the  District  of  New  Jersey  to  enjoin  the 
Commission's  order.  The  Supreme  Court  reversed  that  lower 
court. 

The  suit  was  brought  by  the  Central  of  New  Jersey  and  22 
other  railroads  against  the  United  States  and  the  Commission  on 
the  ground  that  the  order  of  the  Commission  exceeded  the  pow- 
ers of  that  body,  was  arbitrary  and  is  void. 

In  his  opinion,  Justic  Brandies  said,  that  the  plant  of  the 
American  Creosoting  Company  was  not  reached  by  the  lines  of 
any  of  the  23  appellants,  except  the  Central  and  the  Pennsyl- 
vania; that  neither  of  these  carriers  accorded  the  creosoting 
privilege  at  any  point  on  its  lines;  and  that  no  competitor  of 
the  company  had  a  plant  on  the  lines  of  either.  He  said  that 
the  privilege  was  not  granted  by  any  carrier  in  trunk  line  terri- 
tory with  a  single  exception  not  material  in  this  case. 

At  the  plants  of  competitors  in  Mississippi,  Indiana,  Illinois, 
Ohio  and  Pennsylvania,  the  Justice  said,  there  is  a  creosoting 
privilege  established  by  the  lines  serving  them  and  acting  inde- 
pendently of  each  other.  The  privilege,  he  said,  was  treated  in 
the  tariffs  on  file  with  the  Commission  as  a  matter  local  to  the 
railroad  on  which  the  transit  point  was  established.  Whether 
the  privilege  should  be  granted  or  withheld,  Mr.  Brandeis  said, 
was  determined  by  the  local  carrier.  If  granted,  the  local  car- 
rier determined  the  conditions,  set  them  forth  in  a  local  tariff 
and  retained  all  the  revenue  derived  therefrom  without  the  con- 
sent of  and  without  consultation  with  any  connecting  carriers. 

"The  appellants  did  not  participate  in  any  way  in  establish- 
ing the  transit  privileges  enjoyed  by  competitors  of  the  Newark 
concern  on  lines  of  the  southern  and  mid-western  carriers;  and 
none  of  those  carriers  is  controlled  by  any  of  the  appellants," 
said  Justice  Brandeis.  "But  appellants  did  join  with  those  south- 


ern and  mid-western  railroads  in  establishing  joint  rates  on 
forest  products  over  routes  which  pass  through  the  points  at 
which  this  privilege  prevailed  and  also  through  Newark." 

Creosoting  in  transit,  the  Justice  said,  is  a  practice  having 
its  origin  partly  in  local  needs  and  partly  in  the  competition  of 
carriers  for  business.  Railroad  managers,  he  said,  differed 
widely  as  to  the  policy  of  granting  such  privileges.  The  rail- 
roads in  question  decided  not  to  give  such  privilege. 

In  disposing  of  the  case,  the  Court  said  that  the  Commission 
could  have  determined  under  section  1  whether  in  a  particular 
case  a  transit  privilege  should  have  been  granted  or  should 
have  been  withdrawn.  It  said  the  Commission  could  have  di- 
rected the  Central  and  the  Pennsylvania  to  establish  the  prac- 
tice at  Newark  if  it  had  deemed  failure  to  do  so  unreasonable 
or  unjust;  or  in  an  appropriate  proceeding  it  might  have  directed 
the  southern  and  mid-western  carriers  to  discontinue  the  prac- 
tice on  their  lines. 

Continuing,   the   Court   said: 

But  it  did  neither.  Instead  it  sought  to  accomplish  by  indirection 
either  one  result  or  the  other  and  ordered  under  Section  3  that 
the  discrimination  found  to  exist  be  removed.  Twenty-one  of  the 
appellants  are  powerless  either  to  cause  the  Central  and  the  Penn- 
sylvania to  install  the  privilege  at  Newark  or  to  cause  the  southern 
and  mldwestern  carriers  to  discontinue  the  practice  on  their  lines. 
The  Central  and  the  Pensylvania  are  likewise  powerless  to  cause 
these  connecting  carriers  to  withdraw  the  privilege.  They  can,  it  is 
true,  equalize  conditions  hy  establishing  the  privilege  at  Newark.  But 
to  do  so  would  involve  departure  from  a  policy  to  which  they  have 
steadfastly  adhered  and  adhesion  to  which  was  held  by  the  Commis- 
sion not  to  be  unreasonable.  If  they  should  establish  the  privilege 
at  Newark,  they  would  act  contrary  to  their  judgment  and  would 
adopt  a  practice  which  some  connecting  carriers  had  introduced 
without  their  concurrence  or  consent,  and  which  may  hereafter,  upon 
appropriate  inquiry,  be  held  by  the  Commission  to  be  uniust  and 
unreasonable.  Congress  could  not  have  intended  that  under  such 
circumstances  relief  should  be  afforded  under  Section  3,  when  a  direct 
remedy  is  available  under  Section  1. 

It  is  insisted  that  the  order  leaves  appellants  the  alternative 
of  withdrawing  from  the  tariffs  which  establish  joint  rates  with 
the  southern  and  midwestern  carriers  through  Newark.  The  order 
does  not  so  provide  in  terms;  and  in  fact  the  alleged  alternative 
is  illusory.  The  undue  prejudice  found  arises  not  from  the  existence 
of  joint  rates,  but  from  conditions  local  to  other  railroads.  Can- 
cellation of  the  joint  rates  would  not  change'  those  conditions.  Al- 
though the  joint  rates  were  withdrawn,  the  established  through  routes 
would  remain.  The  duty  to  provide  such  routes  is  specifically  en- 
joined by  paragraph  4  of  Section  1:  and  under  the  provisions 
of  paragraph  1  of  Section  6,  the  seoaratelv  established  rates 
of  the  several  connecting  carriers  would,  in  the  absence  of  joint 
rates,  apply  to  through  transportation.  So  far  as  appears  the  Newark 
concern  would  be  under  the  same  disadvantage  as  compared  with  its 
competitors,  whether  the  traffic  moved  on  the  combination  of  the  rates 
local  to  the  several  lines  or  on  joint  rates.  Even  the  abolition  of  the 
through  routes  (which  is  not  suggested)  would  leave  the  relative 
positions  of  the  several  creosoting  concerns  unchanged.  Cancellation 
of  the  joint  rates  would,  at  most,  relieve  appellants  from  the  charge 
that  they  are  violating  the  provisions  of  Section  3. 

It  is  urged,  that  while  the  undue  prejudice  found  results  directly 
from  the  individual  acts  of  southern  and  midwestern  carriers  in 
granting  the  privilege  locally,  the  appellants,  as  their  partners, 
make  the  prejudice  possible  by  becoming  the  instruments  through 
which  it  is  applied.  Discrimination  may,  of  course,  be  practiced 
by  a  combination  of  connecting  carriers  as  well  as  by  an  individual 
railroad;  and  the  Commission  has  ample  power  under  Section  3 
to  remove  discrimination  so  practiced.  See  St.  Louis  &  Southwestern 
Ry.  Co.  vs.  United  States,  245  TT.  S.  136,  144.  But  participation  merely 
in  joint  rates-  does  not  make  connecting  carriers  partners.  They  can 
be  held  jointly  and  severally  responsible  for  unjust  discrimination 
only  if  each  carrier  has  participated  in  some  way  in  that  which 
causes  the  unjust  discrimination;  as  where  a  lower  joint  rate  is 
given  to  one  locality  than  to  another  similarly  situated.  Penn  Refining 
Co.  Western  N.  T.  &  P.  R.  R.  Co.,  208  U.  S.  208.  221,  225.  Com- 
pare Bast  Tennessee,  Virginia  &  Georgia  Ry.  Co.  vs.  Interstate 
Commerce  Commission,  181  U.  S.  1,  18.  If  this  were  not  so  the 
legality  or  illegality  of  a  carrier's  practice  would  depend,  not  on 
its  own  act,  but  on  the  acts  of  its  connecting  carriers.  If  that 
rule  should  prevail,  only  uniformity  in  local  privileges  and  practices 
or  the  cancellation  of  all  joint  rates  could  afford  to  carriers  the 
assurance  that  they  were  not  in  some  way  violating  the  provisions 
of  Section  3.  What  Congress  sought  to  prevent  by  that  section  as 
originally  enacted,  was  not  differences  between  localities  in  trans- 
portation rates,  facilities  and  privileges,  but  unjust  discrimination 
between  them  by  the  same  carrier  or  carriers.  Neither  the  Trans- 
portation Act  1920,  February  28,  1920,  c.  91,  41  Stat.  456,  nor  anv 
earlier  amendatory  legislation  has  changed,  in  this  respect,  the  pur- 
pose or  scope  of  Section  3. 


CHANGES    IN    DOCKET 

Hearing  in  I.  and  S.  1425,  reduced  rates  on  coal  to  Kansas 
City,  Mo.,  assigned  for  December  7  at  Kansas  City,  was  reas- 
signed for  December  7  at  Excelsior  Springs,  Mo. 

Argument  in  I.  and  S.  1403,  railroad  space  rental  charges 
on  compressed  and  uncompressed  cotton  at  Louisiana  ports, 
assigned  for  December  8  at  Washington,  D.  C.,  was  canceled 

The  argument  in  I.  and  S.  No.  1421,  penalty  charge  on  lum- 
ber held  for  reconsignment,  which  was  to  have  been  held  at 
Washington,  December  8,  has  been  postponed  to  a  date  to  be 
hereafter  fixed. 

Hearing  in  I.  and  S.  1370,  grain  and  grain  products  between 
stations  in  Oklahoma  and  stations  in  Kansas  and  Nebraska,  as- 
signed for  December  9  at  Kansas  City,  was  postponed  to  a  date 
to  be  hereafter  fixed. 

Hearing  in  12988,  Waterman  Lumber  Co.  vs.  St.  L.-S.  F.  et 
al.,  assigned  for  December  5  at  Shreveport,  La.,  was  canceled. 
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Decisions  of  Interstate  Commerce  Commission 


BILL   OF   LADING   DECISION 

Forms  for  the  domestic  bill  of  lading  and  the  live  stock 
bill  of  lading  have  been  prescribed  by  the  Commission,  in  a 
report  on  further  hearing,  by  Commissioner  Hall,  probably  the 
most  expert  law  technician  on  the  Commission  (opinion  No. 
7231,  64  I.  C.  C.  357-64).  The  forms  prescribed  are  carried  as 
appendices  to  the  report.  Unless  the  Commission  makes  an 
exception  in  publishing  its  reports  in  bound  volumes,  the  forms 
prescribed  will  not  be  shown  in  the  permanent  reports.  Ap- 
pendices, unless  specifically  ordered,  are  not  Included  in  the 
report. 

In  the  hearings  and  conferences  on  the  subject  the  issues 
narrowed  considerably,  so  that  the  report  is  in  much  smaller 
compass  than  some  of  the  prior  reports  on  the  subject.  The 
report  is  the  Commission's  expression  as  to  what  changes  were 
required  by  reason  of  the  change  in  the  act  to  regulate  com- 
merce wrought  by  the  transportation  law.  That  last  mentioned 
piece  of  legislation  changed  the  name  of  the  act  to  regulate 
commerce  to  the  interstate  commerce  act.  It  also  changed  the 
Cummins  amendment  to  the  Carmack  amendment  so  as  to  assure 
to  the  carriers  by  water,  even  when  they  are  owned  by  the 
carriers  by  railroad  and  used  as  part  of  a  through  route  with 
joint  rates,  the  exemptions  given  carriers  by  water  not  connected 
with  railroads,  and  the  exemptions  from  liability  granted  by  the 
Harter  and  other  laws  defining  their  liabilities. 

With  regard  to  the  domestic  bill  of  lading,  Commissioner 
Hall  set  forth  the  contentions  made  by  the  railroads,  the  Na- 
tional Industrial  Traffic  League,  and  the  water  lines,  adding 
that  little  that  was  new  was  brought  out  in  the  hearings  after 
Congress  had  changed  the  law.  He  did  not  indicate  the  precise 
changes  in  the  form  prescribed  by  it  in  the  earlier  proceedings 
which  came  to  naught  by  reason  of  the  proceedings  in  court, 
and  the  change  in  the  law  itself  while  the  Alaska  steamship 
case  was  pending  in  the  Supreme  Court  of  the  United  States. 

The  greatest  change  is  that  which  was  caused  by  the  law 
which  assured  to  the  carriers  by  water  the  exemptions  granted 
them  by  the  Harter  act,  and  other  laws  enacted  for  their  benefit. 
They  contended  that  the  prior  form  prescribed  by  the  Com- 
mission did  not  assure  them  those  rights.  In  the  language  in- 
cluded in  the  bill  for  their  benefit  was  exemption  from  liability 
on  account  of  strikes,  riots,  and  other  stoppages  due  to  disor- 
ders. The  Commission,  also  at  their  behest,  wrote  into  the  bill 
that  their  liability  would  be  that  of  the  common  law  except  as 
otherwise  provided. 

None  of  the  matters  in  Issue,  the  Commission  seemed  to 
think,  were  of  vital  importance.  Its  desire  was  to  produce 
something  that  would  give  those  who  had  participated  in  the 
case  something  that  could  be  used  throughout  the  country.  It 
is  believed  the  carriers  will  accept  the  forms  suggested. 

As  summed  up  in  the  report,  the  issues  on  the  live  stock 
contract  between  the  parties  in  interest  when  they  had  dis- 
cussed the  subject,  were  as  to  the  following  sections  and  para- 
graphs : 

Section  1,  paragraph  1.  Proposed  exemption  from  liability  for  loss, 
damage  or  delay  resulting  from  riots,  strikes,  stoppage  of  labor,  threat- 
ened violence,  or  causes  not  due  to  carriers'  negligence. 

Section  1,  paragraph  2.  Proposed  exemption  from  liability  for  in- 
jury or  death  of  live  stock  caused  by  flre;  and  question  of  burden  of 
proof  as  to  negligence. 

Section  1,  paragraph  3.  Exemptions  claimed  on  account  of  quar- 
antine regulations  and  acts  of  authorities. 

Section  2.  Agency  of  issuing  carrier  as  to  portion  of  route  beyond 
its  own  road  or  its  own  water  line. 

Section  3,  paragraph  2.  Measure  of  carrier's  liability  in  computing 
amount  of  any  loss  or  damage. 

Section  3.  paragraph  3.  Limitations  of  time  for  giving  notice  of 
and  filing  claims,  and  for  institution  of  suits. 

Section  4.    Payment  of  charges. 

Section  5.  Duties  required  of  shippers  of  live  stock  in  respect  of 
loading,  unloading,  care  in  transit,  furnishing  of  bedding  and  ap- 
pliances, giving  notice  of  injury,  etc. 

Section  6.     Water  carriers'  exemptions. 

No  order  is  made  setting  a  time  by  which  the  carriers 
are  expected  to  publish  the  two  forms  attached  to  the  order. 
The  Commission  expects  them  to  act  as  soon  as  possible.  If 
any  party  to  the  case  feels  aggrieved,  the  report  said,  over  the 
delay,  he  may  bring  the  matter  to  the  attention  of  the  Com- 
mission with  a  view  to  having  the  Commission  act. 


EXPORT  BILL  OF  LADING 

The  Commission's  report,  on  further  hearing  on  No.  4844 
(the  bill  of  lading  case)  on  the  export  hill  phase  of  the  matter, 
written  by  Commissioner  Hall,  opinion  No.  7230,  64  I.  C.  C.  347- 
56,  and  at  least  one  absolutely  essential  appendix,  is  an  attempt 
by  the  Commission  to  give  force  to  section  25  of  the  interstate 
commerce  law,  which  was  added  to  it  by  the  transportation  act. 
That  section  requires  the  railroad  company,  when  traffic  is  de- 


livered to  It  for  transportation  by  vessel,  to  issue  a  bill  of  lad- 
ing setting  forth  the  terms  and  conditions  upon  which  the  prop- 
erty is  to  be  transported.  By  implication,  but  not  by  direct 
grant,  the  section  confers  jurisdiction  on  the  Commission  to 
regulate  ships  of  American  registry,  engaged  In  foreign  com- 
merce, differing  from  the  jurisdiction  that  has  been  conferred 
on  the  Shipping  Board  by  the  shipping  act  of  1916. 

When  the  Commission,  under  the  law  as  it  stood  before  the 
enactment  of  section  25,  undertook  to  prescribe  a  "uniform 
through  export  bill  of  lading"  to  be  Issued  by  the  carriers  plainly 
subject  to  its  jurisdiction,  the  Alaska  Steamship  Company  at- 
tacked the  validity  of  the  bill  that  was  issued.  While  the  case 
was  in  the  Supreme  Court  of  the  United  States  Congress  enacted 
section  25.  Therefore  the  court  said  the  case  had  become  moot 
and  dismissed  it 

Thereupon  the  Commission  tried  again  and  the  report  put 
out  December  2  is  its  effort  to  comply  with  the  statute.  The  form 
prescribed,  and  designated  as  appendix  D,  in  a  broad  way  of 
speaking,  is  a  document  prepared  in  conference  of  railroads. 
Shipping  Board,  shippers  and  ocean  lines.  The  railroads,  the 
Shipping  Board  and  the  ocean  lines  conferred  with  the  Com- 
mission notwithstanding  the  fact  that  they  either  flatly  denied 
or  questioned  the  jurisdiction  of  the  Commission.  They  did  not 
make  their  jurisdictional  questions  clear,  but  the  inference  of 
the  officials  of  the  Commission  who  participated  in  the  conferences 
and  hearings  was  that  they  did  not  question  the  power  of  Con- 
gress to  require  the  issuance  of  through  export  bills  of  lading, 
but  that  Congress  had  not  really  conferred  the  power  so  to  do 
upon  the  Commission. 

After  stating  the  facts  about  the  challenge  of  jurisdiction, 
Commissioner  Hall  called  attention  to  what  the  Commission  had 
said  on  that  point  in  its  first  report.  Mr.  Hall  said  the  intent 
of  Congress  to  require  a  uniform  through  export  bill  of  lading, 
and  to  have  the  Commission  prescribe  the  terms  thereof,  seemed 
clear.  The  eastern  railroads  contended  that  the  power  of  the 
Commission  was  confined  to  the  "form"  of  the  bill;  that  is  to 
say,  to  the  color  of  the  paper  to  be  used,  its  size  and  the  sty'.e 
of  type  to  he  used.  But  Mr.  Hall  called  attention  to  the  fact 
that  the  eastern  carriers,  in  a  place  other  than  the  argument 
they,  based  on  that  narrow  construction  of  the  word  "form," 
attached  a  broader  meaning  to  that  word.  He  gave  it  as  the 
opinion  of  the  Commission  that  the  language  of  the  section 
covers  the  terms  and  tenor  of  the  instrument,  and  that  the  power 
to  prescribe  a  bill  is  adequate  and  complete  to  cover  the  trans- 
portation until  delivery  of  the  property  of  the  ocean  carrier. 

The  bill  approved  and  carried  in  the  report  as  appendix  D 
is  in  four  parts.  The  first  is  the  general  terms  used  to  set  forth 
the  fact  that  property  has  been  received  for  transportation. 
Heretofore  that  has  generally  been  called  the  face  of  the  bill, 
but  inasmuch  as  the  whole  bill  is  hereafter  to  he  printed  on  only 
one  side  of  the  paper,  that  language  is  not  adequate  to  describe 
the  general  terms. 

The  part  with  respect  to  the  service  of  the  carrier  to  the 
port  is  designated  the  first  part,  the  real  first  part  being  the 
face.  The  part  relating  to  the  service  after  delivery  to  the  first 
port,  and  until  delivery  to  the  second  port,  is  designated  as  part 
two,  and  covers  the  terms  and  conditions  upon  which  the  first 
water  carrier  undertakes  to  perform  service. 

The  part  designated  as  three,  which  is  really  the  fourth, 
covers  that  part  of  the  service,  if  any,  rendered  by  the  carrier 
beyond  the  second  port,  as,  for  instance,  carriage  by  railroad 
or  railroad  and  barge,  from  Liverpool  to  London,  of  a  shipment 
that  has  been  hauled  by  rail  from  an  interior  point  in  the  United 
States. 

In  prescribing  the  bill,  the  Commission  proceeded  upon  the 
assumption  that,  even  if  it  did  not  have  the  power  to  require 
railroads  and  ocean  lines  to  link  up  as  joint  undertakers,  Con- 
gress had  empowered  it  to  say  that,  in  the  event  a  contract  is 
made  for  such  a  joint  undertaking,  it  shall  be  in  accordance 
with  the  terms  of  the  bill  approved  and  carried  in  appendix  D. 

Broadly  speaking,  the  new  form  is  like  the  one  which  was 
attacked  in  the  courts,  modified  so  as  to  conform  with  the  views 
of  ocean  carriers  as  to  what  would  not  be  unreasonable  for 
them  to  engage  to  do. 

Steamship  lines  tried  hard  to  preserve  the  right  to  make 
property  subject  to  their  port  bills  of  lading,  thereby  leaving 
unchanged  the  conditions  upon  which  property  is  transported  on 
so-called  through  export  bills  of  lading.  The  Commission,  however, 
inserted  a  clause.  No.  14,  In  part  II,  saying  that  the  property 
transported  should  be  subject  to  all  conditions,  "not  inconsist- 
ent herewith"  expressed  in  the  regular  form  of  port  bill  of 
lading  in  use  by  the  steamship  company  on  the  date  of  the 
execution  of  the  bill,  and  "on  file  in  accordance  with  the  rules 
and  regulations  of  the  United  States  Shipping  Board  and/or 
the  Interstate  Commerce  Commission." 
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The  bill  prescribed,  to  be  effective  not  later  than  February 
15,  it  has  been  figured,  can  be  used  extensively  so  long  as  there 
is  more  vessel  space  than  tonnage  offering  for  it.  The  law 
requires  the  railroad,  when  a  shipper  In  the  interior  inquires 
about  rates  to  a  foreign  country,  to  make  inquiry  of  Its  ocean 
connections  for  space  and  rates.  If  the  ocean  carrier  gives 
such  information,  the  railroad  takes  it  back  to  the  shipper.  If 
he  makes  a  "firm"  acceptance  of  the  space  and  rate,  then  it 
will  become  of  the  duty  of  the  railroad  to  issue  a  bill  of  lading 
in  accordance  with  the  terms  of  appendix  D,  thereby  creating 
a  contractual  relation  between  the  consignor  and  all  the  parties 
to  the  undertaking. 

In  law  the  undertaking  will  not  impose  a  joint  liability. 
The  liability  will  be  several,  but  terms  of  only  one  document, 
namely,  this  bill  of  lading,  will  govern,  except  where  there  may 
be  conditions  in  the  port  bill  not  inconsistent  with  the  through 
bill.  The  assumption  on  which  the  bill  is  drawn  is  that  there 
will  be  rail  and  ocean  carriers  ready  to  join  in  an  undertaking 
to  carry  from  an  interior  point  in  the  United  States  to  a  for- 
eign port  or  to  a  point  in  the  interior  of  the  foreign  country. 
Were  the  ocean  lines  to  all  decline  to  do  business  with  the 
railroads  on  the  basis  of  the  uniform  bill  of  lading  prescribed 
in  this  report,  they  might  defeat  the  intention  of  Congress. 

However,  those  who  have  participated  in  the  conference 
and  hearings  resulting  in  the  creation  of  the  bill  believe  the 
ocean  carriers  will  not  invite,  by  such  action,  more  drastic 
legislation  by  Congress,  legislation  which  would  impose  con- 
ditions on  even  foreign-flag  ships  desiring  to  enter  American 
ports. 

It  is  assumed  that  foreign-flag  ships  will  use  the  bill  be- 
cause it  will  be  more  desirable  from  the  point  of  view  of  shippers 
than  their  own  bills  and  they  will  have  to  use  it  to  obtain 
business. 


RELATIONS  WITH  INDUSTRIAL  ROADS 

The  Commission,  speaking  through  Commissioner  Daniels, 
in  a  report  on  No.  11378,  Oliver  Iron  &  Steel  Co.  vs.  Pittsburgh 
&  Lake  Erie  et  al.,  opinion  No.  7248,  64  I.  C.  C.  447-51,  has  made 
another  effort  to  deal  with  a  situation  caused  by  the  act  of  the 
trunk  lines  in  cancelling,  on  April  1,  1914,  the  arrangements 
they  had  had  up  to  that  time  with  the  industrial  railroads.  The 
trunk  lines  cancelled  those  arrangements  in  compliance  with 
the  Commission's  decision  in  Industrial  Railways  Case,  29  I.  C.  C., 
212.  The  broken  relations  continued  for  about  a  year  when 
some  effort  was  made  to  repair  the  damage  done  under  that 
industrial  railways  case  because  of  the  Supreme  Court's  deci- 
sion in  the  tap  line  case. 

At  the  time  the  relations  were  broken  the  Pennsylvania  and 
the  Pittsburgh  &  Lake  Erie,  under  contracts  with  the  Allegheny 
&  South  Side  Railroad,  paid  that  railroad  to  switch  for  them  not 
only  to  the  Oliver  plant  but  to  the  plant  of  about  a  dozen  other 
industries  located  along  the  trunk  lines  and  its  own  rails.  The 
Pittsburgh  &  Lake  Erie  paid  the  cost  of  the  services  performed 
for  it  and  the  Pennsylvania  paid  $1  per  loaded  car  for  the  serv- 
ices. These  contracts  were  cancelled  on  April  1,  1914,  but  the 
Allegheny  &  South  Side  continued  to  perform  the  switching  and 
spotting.  In  December,  1914,  the  trunk  lines  entered  into  new 
contracts  with  the  Allegheny  &  South  Side,  retroactive  to  April 
1,  1914.  They  provided  for  a  continuance  of  switching  by  the 
Allegheny  &  South  Side  between  the  interchange  tracks  and  all 
patrons  of  the  trunk  lines  between  Third  and  Twenty-First 
Streets.  The  trunk  lines  agreed  to  pay  the  actual  cost  of  the 
service,  except  that  the  industrial  road  was  not  to  move  for  or 
to  be  paid  by  the  trunk  lines  for  the  movement  of  cars  between 
interchange  tracks  and  the  points  of  placement  in  the  Oliver 
plant.  While  the  industrial  railroad  continued  to  perform  this 
service  to  the  Oliver  plant  as  before  no  compensation  was  paid 
by  the  trunk  lines  after  April  1,  1914,  until  June  1,  1917,  when 
tariffs  were  made  effective  pursuant  to  agreements  granting, 
according  to  the  language  of  the  report  "to  complainant  an  allow- 
ance on  the  basis  of  the  actual  cost  of  the  service  but  not  to 
exceed  97  cents  per  loaded  car. 

In  62,  I.  C.  C.  248,  decided  since  the  filing  of  this  complaint 
the  Commission  held  that  the  Allegheny  &  South  Side  was  not, 
and  is  not  a  common  carrier  and  ordered  its  tariffs  on  file  with  it 
to  be  cancelled. 

At  the  hearing  in  this  case  the  Pennsylvania  conceded  that 
it  was  its  duty  to  receive  and  to  deliver  freight  at  the  Oliver 
plant  as  well  as  at  the  other  plants  served  by  the  Allegheny  & 
South  Side;  that  the  interchange  performed  by  the  Allegheny  & 
South  Side  to  and  from  the  Oliver  plant  was  substantially  the 
same  as  that  performed  by  the  industrial  railroad  to  and  from 
the  other  industry;  and  that  the  only  reason  for  the  cancellation 
of  the  original  allowance  was  the  Commission's  decision  in  the 
industrial  railways  case  which  the  Pennsylvania  considered  to 
hold  such  allowances  unlawful  until  the  Commission  issued  its 
supplemental  report  so  as  to  make  its  decision  conform  with 
the  Supreme  Court's  decision  in  the  tap  line  case. 

The  Pittsburgh  &  Lake  Erie  said  that  the  Oliver  plant  was 
larger  and  its  delivery  tracks  more  complicated  than  those  of 
other  industries  served  by  the  Allegheny  &  South  Side  and  that 


the  operation  by  the  Oliver  company  of  narrow  gauge  tracks 
in  its  plants  would  interfere  with  the  movement  of  trunk  line 
power  in  switching  at  the  Oliver  plant.  It  was  conceded  by  the 
witness  for  that  company,  however,  that  there  had  been  no  sub- 
stantial change  in  the  operation  of  the  Oliver  plant  since  1910. 

At  the  conclusion  of  the  hearing  the  trunk  lines  made  their 
customary  offer  to  perform  the  terminal  switching  and  spotting 
at  the  Oliver  plant  provided  they  were  permitted  to  do  so  under 
their  exclusive  direction  and  control  without  interference  from 
the  complainant  or  until  interference  was  met  if  the  Commission 
should  find  that  it  was  their  legal  duty  to  do  so. 

The  Oliver  company  said  that  that  was  an  impossible  offer 
because  the  trunk  lines  could  not  carry  it  out  without  using  the 
delivery  tracks  leased  by  the  Oliver  company  to  the  Allegheny 
&  South  Side.  As  to  that  Commissioner  Daniels  said  that  what- 
ever transportation  service  a  carrier  is  legally  obliged  to  render 
it  has  the  right  to  perform  for  itself.  He  ignored  the  Allegheny 
&  South  Side  which  the  state  of  Pennsylvania  recognizes  as  a 
common  carrier  by  saying  that  "if  complainant  elects  to  accept 
the  above  offer  (which  would  involve  the  use  by  the  trunk  lines 
of  the  property  of  the  Allegheny  &  South  Side)  the  trunk  lines 
should  perform  the  terminal  switching  and  spotting  at  com- 
plainant's plant  without  charge  in  addition  to  the  line  haul  rates, 
but  if  complainant  is  unwilling  to  accept  the  offer  we  do  not  see 
how  we  can  require  the  trunk  lines  to  increase  the  compensa- 
tion paid  for  a  service  which  they  are  not  permitted  to  perform 
for  themselves." 

The  Commission's  finding  was  that  the  defendants  had  failed 
to  justify  the  increased  charges  resulting  from  their  cessation 
to  pay  an  allowance  to  the  Oliver  company  or  its  industrial  line 
and  that  the  increased  charges  were  unreasonable;  that  their 
failure  to  make  such  an  allowance  had  not  been  shown  to  have 
subjected  complainant  to  undue  prejudice  and  disadvantage  by 
reason  of  uncertainty  as  to  whether  its  competitors  in  the  Pitts- 
burgh district  were  similarly  circumstanced  as  to  operating 
conditions;  that  the  Oliver  company  had  been  damaged  to  the 
extent  of  the  cost  of  such  service  and  that  it  was  entitled  to 
reparation  with  interest  in  an  amount  equal  to  the  cost  of  such 
services  performed  in  connection  with  interstate  shipments  on 
which  the  delivery  was  effected  on  or  after  February,  1916,  the 
earliest  date  within  the  period  of  the  statute  of  limitations  and 
on  or  before  May  31-,  1917.  The  amount  of  the  reparation  will 
have  to  be  ascertained  by  a  check  of  the  freight  bills. 


FRANCHISE  INTERURBAN  RATES 

With  Commissioners  Aitchison,  Eastman,  Potter  and  Camp- 
bell dissenting,  the  Commission,  in  a  report  on  No.  12092,  Ohio 
and  Pennsylvania  rates,  fares  and  charges,  opinion  No.  7262, 
64  I.  C.  C.  517-525,  has  again  condemned  franchise-made  rates 
on  Ohio  and  Pennsylvania  interurban  electrics.  The  intrastate 
fares,  with  exceptions  and  reservations,  are  to  be  displaced 
not  later  than  January  6,  by  rates  on  the  basis  of  those  which 
the  Steubenville,  East  Liverpool  &  Beaver  Valley  Traction  Com- 
pany has  on  file  with  the  federal  body. 

That  company  complained  that  the  rates,  fares  and  charges 
held  in  effect  in  Ohio,  by  orders  of  the  Ohio  commission,  and 
the  franchises  of  the  municipalities  which  gave  the  companies 
the  right  to  establish  the  lines  in  their  streets  with  which  the 
interurban  parts  of  the  lines  now  connect,  caused  undue  preju- 
dice against  interstate  passengers  and  undue  preference  for 
intrastate  passengers  and  communities. 

As  in  other  cases  of  a  similar  nature,  the  jurisdictional 
question  was  raised  in  this  one.  The  Commission  held,  as  in 
the  city  of  East  Liverpool  case,  51  I.  C.  C.  563,  that  it  had  juris- 
diction. It  distinguished  this  case  from  the  Omaha  and  Council 
Bluffs  bridge  case,  230  U.  S.  324,  on  the  ground  that  the  traction 
service  over  the  Omaha  bridge  admittedly  was  purely  a  street 
railway  service,  but  that  the  service  between  cities  in  Ohio, 
Pennsylvania  and  West  Virginia  involved  in  this  case  was  of 
the  kind  Congress  can  and  did  intend  to  regulate. 

In^this  case  the  Commission  discussed  the  issues  more  fully 
than  in  some  of  the  other  interurban  cases.  In  its  discussion 
of  this  case  it  said: 

.    Bv;dence   offered  by   the   Ohio   municipalities   shows   that   cer- 

n   relief  has   been   offered   to   the   traction   company,   but   that   the 

2*pa.  £   t         refused    to    accept    it.      The    traction    company    shows 

nflnLW^-t1Ver    ruelief   tas    been    oftered    has   always    been    accom- 

5?X?,7KX?i     sVch   further   restrictions   as   to   make   its  acceptance 

of  1h»  f        \f.lue;  and>  that.  as  a  result  of  the  interlocking  nature 

the  franchises   and   ordinances   of   the   different   municipalities, 

measureaof  relief  imP°SSlbIe    tO    get    them    in    agreement    on    any 

t  ?L'Si  co*1lt,end,ed  by  tn.e  municipalities  (a)  that  jurisdiction  does 

not  He   in   this  Commission   to  alter  the   fares   fixed   by   ordinance 

£[ii,,  anchise;  and   (b)   that  the  merger  of  electric   railways  origi- 

^/i-f  i rf°rmme    Purely    intrastate    and    principally    city    street-car 

Into  the  present  operating-  company  does  not  change  their 

»h  s,tatus-     As  ,to   the   latter   contention,    it   is   sufficient   to   say 

rpanp)?Mv         n  may  haye  been  the  original  service  afforded  by  the 

n«nPv  «         railways  at  the  time  of  the  merger,   the  traction  com- 

*?«      T«    •»     Carrying  on  much   more  than  a  street-railway  busi- 

;  »io..VJi         Interurban  operations  it  now   assumes  the  status   of 

portation      railway'  and  as  such  Jt  *s  engaged  In  Interstate  trans- 

,,,D"^t  to  the.,flrst  contention:  There  Is  not   encountered  here  the 
sual  assumption  on  the  part  of  the  state  of  jurisdiction  over  such 
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i  lie  state  in  Hi,,,,  QOI    having   unlidrawn  from  municlpali- 

the    i'ranclH..e    pii\ilc^c    anil    power   over    highways.      Tin  i 
encountered,    ho\\e\er.    an    CM  i  -|ii  ionai    assitmpt  ion    <if   extraterri- 
torial    jurisdiction     by    munlriinilil  !••«.       While     under    tin-    Omaha 

.street    rallwaj    decli im,.,i,a   ,v   ( '.   i:    si.    Ity.  Co.   vs.   Inter 

i  '111111111  n e  I'ommi  i  may  consistently  be  arKueii 

ili.-it     this    i  'in, i  mission    has    no    ju  rlsillct  mn    over   a    city    street-car' 

line      :ilMl      111 :,  \       nut       impose      late.-,      ;inil      conditions      lol'      local      .service 

other  th;, n  those  .siipiihiiril  n  ilse,  it  Is  not  seriously  to  )„• 
contended  tlm  the  Federal  ;  "\  •  iimicni  In  Its  efforts  to  maintain 
littles  of  intcr.stiiti-  communication  .-mil  to  prevent  discrimina- 
tion is  to  ln>  prevented  l>y  mumcipalii  o  s  \\hich.  in  Iranchises  in- 
volving the  use  of  their  loeal  streets,  am in  rcniiiatc  ihe  ratei 

to  I.e  cl,ar«ed  to  and  between  other  eitos;  and  pai  t  ieithirly  when 
.suel,  I'ranehises  impose  rate  which,  under  present  conditions,  ob- 
vlniisly  an  mi. nisi  and  which  menace  nui  int  enanee  of  Interstate 
transportation  facilities  and 

\\'e  ale  not  .satisfied  on  this  record  that  we  lire  warrant  ed  in 
disturbing:  the  intrastate  basis  of  fans  now  in  effect  on  peti- 
tioner's branch  or  city  lines,  nor  are  we  convinced  that  the 
issuance  of  transfers  as  now  In  effect  intrastate  is  unreasonable 
in  connection  with  fares  for  Interstate  travel,  provided,  however, 
that  such  transfers  to  the  Interurban  line  between  Vanport  and 
Steubenvllle,  or  to  local  cars  operating  between  State  Line  and 
\Voosters,  should  be  valid  for  transportation  over  one  xone  only. 


DEMURRAGE  CHARGES  ON  LUMBER 

A  finding  of  illegality  and  an  order  of  reparation  for  $228 
demurrage  on  two  cars  of  lumber,  from  Lukens,  Fla.,  to  Twenty- 
Ninth  Street  and  Liberty  Avenue,  Pittsburgh,  have  been  entered 
in  No.  11188,  Sterling  Lumber  Co.  vs.  Director-General  et  al., 
opinion  No.  7241,  64  I.  C.  C.  432-4. 

The  complainant  shipped  the  lumber  in  April,  1918.  The 
bills  of  lading  showed  the  delivery  point  in  Pittsburgh,  to  which 
the  cars  could  have  been  taken  either  by  the  B.  &  O.  or  the 
Pennsylvania.  The  Seaboard  Air  Line,  the  originating  carrier, 
omitted  the  station  from  the  waybill.  The  Pennsylvania,  hav- 
ing no  definite  instructions  as  to  point  of  delivery,  took  the  cars 
to  its  Thirty-third  Street  station.  Its  agent  called  up  a  box 
company  which  theretofore  had  received  lumber  from  the  com- 
plainant. The  box  company  said  it  had  an  invoice  for  the  cars 
but  no  order  on  the  Pennsylvania  for  their  delivery.  The  agent 
refused  to  deliver  the  cars  to  the  box  company.  Instead  he  wrote 
to  the  complainant's  Philadelphia  office.  The  complainant,  with- 
out delay,  said  that  the  bill  of  lading  called  for  delivery  at  the 
Twenty-ninth  Street  station,  and  at  the  same  time  gave  instruc- 
tions to  have  the  cars  sent  to  the  destination  shown  in  the  bill 
of  lading. 

The  Commission,  in  its  report,  said  the  Pennsylvania  could 
not  show  that  it  had  sent  notices  of  arrival  to  anybody,  nor  had 
the  Seaboard  explained  why  it  omitted  from  the  waybill  the 
name  of  the  station  at  which  delivery  was  to  be  tendered.  There- 
fore the  Commission  held  that  no  demurrage  could  be  legally 
assessed  until  after  the  expiration  of  free  time  after  the  first  7 
A.  M.  after  the  execution  of  the  disposition  order,  receipt  of 
which  was  delayed,  through  the  failure  of  the  Seaboard  to  in- 
clude the  station  name  in  the  waybill,  and  second  because  the 
Pennsylvania  could  not  show  that  it  had  mailed  notice  of  arrival. 
Some  demurrage  accrued,  but  nothing  like  the  amount  assessed 
against  the  lumber. 


RATE  ON  FINE  COAL 

The  Commission  has  dismissed  No.  11780,  Consolidated  Coal 
Company  of  St.  Louis  vs.  Director-General,  as  agent,  opinion  No. 
7266,  64  I.  C.  C.  536-8,  holding  that  a  rate  of  $1.90  on  fine  coal 
from  Mount  Olive  and  Staunton,  111.,  to  Kansas  City,  imposed 
on  339  carloads  moving  over  the  Wabash  between  August  21, 
1919  and  February  6,  1920,  was  not  unreasonable  and  that  the 
complainant  had  not  shown  itself  to  have  been  damaged  by  the 
fact  that  a  rate  of  $i.70  was  contemporaneously  in  effect  over 
the  Alton  or  that  General  Order  No.  28  required  the  maintenance 
of  the  difference  of  ten  cents  per  ton,  Wabash  over  Alton.  On 
February  6,  1920,  the  Railroad  Administration  reestablished  the 
differential  relationship  that  had  existed  in  the  rates  on  fine 
coal  on  those  roads  since  1916,  in  which  year  the  Alton  "started 
something"  by  cutting  the  rate  on  fine  coal  to  $1.25.  The  Wabash 
met  the  Alton's  rates  on  the  prepared  sizes  but  declined  to  cut 
the  rate  on  fine  coal  below  $1.35.  That  difference  of  ten  cents, 
Wabash  over  Alton,  was  in  effect  when  General  Order  No.  28 
became  operative.  The  Commission  said  the  complainant  offered 
no  testimony  to  show  that  the  $1.90  rate  was  intrinsically  un- 
reasonable, but  rested  its  case  entirely  upon  the  alleged  mis- 
interpretation of  General  Order  No.  28,  a  method  of  making 
a  case  which  has  never  appealed  to  the  Commission. 


RATINGS  ON  SPEEDOMETERS,  ETC. 

New  and  lower  classification  ratings  on  automobile  speed- 
ometers, speedometer  heads,  and  speedometer  connections  are 
to  be  put  into  effect  in  the  west  not  later  than  February  27,  in 
compliance  with  the  Commission's  order  in  No.  11669,  Stewart- 
Warner  Speedometer  Cprporation  et  al.  vs.  Chicago  &  North 
Western  et  al.,  opinion  No.  7268,  64  I.  C.  C.  541-4.  The  Com- 
mission held  the  ratings  and  commodity  rates  unreasonable  and 
awarded  reparation.  The  Commission  found  the  rating  on  com- 
plete speedometers  and  speedometer  heads  in  carloads,  in  we:  i 


ern  classification,  wait  not,  and  is  not  unreasonable,  but  thai 
the  rates  from  Chicago  to  San  Diego,  Los  Angeles,  Oakland, 
San  Francisco,  Portland,  and  Seattle,  and  the  classification  rat- 
ings assailed,  were,  arc,  and  will  b<;  iiMre.'iMinable  in  the  extent 
ilia  i  they  exceeded,  exceed,  or  may  exceed  class  rates  content 
poraneously  maintained  from  and  to  the  same  points  and  class- 
ification ratings  as  follows:  on  complete  speedometers  or 
speedometer  heads,  in  boxes,  in  less  than  carloads,  first-class 
rates  and  ratings;  and  on  speedometer  connections,  consist  ing 
of  brackets,  clamps,  gear  wboHs.  shafts,  shaft  tubes,  or  swiwl 
joints,  in  boxes,  in  less  than  carloads,  second-class  rules  and 
ratings,  and  in  carloads,  third  class  rales  and  ratings. 


INCREASES   ON   LUMBER 

The  Commission,  in  a  report  on  I.  and  S.  No.  1378  (mimeo- 
graphed without  opinion  or  page  numbers)  has  held  as  not  jus- 
tified schedules  effecting  increases  in  rates  on  lumber  and  lum- 
ber products  from  southeastern  territory  to  local  points  on  the 
Norfolk  &  Western.  The  schedules  which  were  to  have  become 
effective  August  15  proposed  to  make  ineffective  the  intermedi- 
ate clause  in  Glenn's  I.  C.  C.  No.  A-192  as  to  lumber  to  local 
points  on  the  Norfolk  &  Western.  The  intermediate  clause  ap- 
plies now  to  local  points  between  Roanoke,  Va.,  and  Hagerstown, 
Md.,  and  between  Roanoke  and  Norfolk,  Va.  On  traffic  from 
points  in  Georgia,  Florida,  Alabama,  a  part  of  Tennessee,  and 
from  points  in  Mississippi  east  of  the  Mobile  &  Ohio,  to  Virginia 
cities  and  to  certain  points  on  the  Norfolk  &  Western,  hut  not 
the  local  points. 

The  Norfolk  &  Western  contended  that  the  intermediate 
clause  was  published  through  error,  as  long  ago  as  1912.  It  said 
that  Chesapeake  &  Ohio,  Virginia,  and  Baltimore  &  Ohio  con- 
struct their  rates  to  local  points  in  Virginia  by  combination  and 
it  desired  to  do  likewise.  The  protesting  lumber  companies 
pointed  out  that  the  change  in  rates  resulting  from  cancellation 
would  be  from  1  to  .",  cents  and  such  an  increase  would  be  dis- 
astrous to  them. 


PACKING,  ETC.,  OF  DECIDUOUS  FRUITS 

No  testimony  in  justification  having  been  presented  and 
the  only  information  given  the  Commission  being  a  letter  from 
the  Transcontinental  Freight  Bureau,  the  Commission  has  made 
a  finding  of  no  justification  in  I.  and  S.  No.  1414,  Packing  Re- 
quirements, Estimated  Weights,  and  Weighing  of  Eastbound 
Transcontinental  Deciduous  Fresh  Fruits,  opinion  No.  7267,  64 
I.  C.  C.  539-40.  The  suspended  schedules  are  to  be  cancelled  on 
or  before  January  30. 

The  suspended  schedules  provided  for  standard  railroad  con- 
tainers for  deciduous  fruits,  which  when  used  would  bring  into 
operation  estimated  weights  set  forth  in  the  schedules.  Ship- 
ments in  other  than  the  proposed  standard  containers,  the 
schedules  provided,  would  be  shipped  at  "actual"  weights,  ascer- 
tained on  five  packages  in  a  lot,  and  then  the  average  of  the 
five  to  be  applied  to  the  rest  of  the  packages  in  the  shipment. 

In  disposing  of  the  matter  the  Commission  said  that  as 
some  species  of  a  particular  kind  weigh  more  than  others,  it 
followed  that  some  packages  with  ends  slightly  under  the  thick- 
ness proposed  to  be  prescribed,  though  adequate,  under  the  pro- 
posed regulations,  would  weigh  more  than  others.  Irregular 
packages  of  heavier  fruit  would  thus  be  subjected  to  a  higher 
charge,  the  Commission  said,  because  of  excess  over  the  esti- 
mated weight  specified  in  the  tariff. 


ESTIMATED  WEIGHTS  ON  CRUDE  OIL 

The  eastern  lines  having  made  no  effort  to  justify  their  pro- 
posal, the  Commission  has  held  as  not  justified  the  proposed 
change  in  the  estimated  weight  of  crude  petroleum,  from  Texas 
points  of  origin  to  points  east  of  the  Mississippi,  from  6.6  to  7.4 
pounds  per  gallon.  It  has,  therefore,  ordered  the  carriers  to  can- 
cel the  schedules  suspended  in  I.  and  S.  No.  1374,  estimated 
weight  of  petroleum  crude  oil  from  Texas,  opinion  No.  7269.  (U 
I.  C.  C.  545.  The  respondent  railroads  did  not  appear. 

The  proposal  was  made  on  behalf  of  all  railroads  east  of  the 
Mississippi,  except  the  Baltimore  &  Ohio  Southwestern.  All 
lines  east  of  the  Mississippi,  except  that  one,  for  years  have  been 
carrying  crude  oil  at  an  estimated  weight  of  6.6  pounds  per  gal- 
lon. The  exceptional  line  has  been  using  7.4  pounds,  which  is 
the  estimated  weight  used  west  of  the  river. 

Had  the  Commission  allowed  the  undefended  schedules  to 
become  operative,  the  effect  would  have  been  an  increase  of  rates 
on  oil  originating  in  Texas  destined  to  points  east  of  the  Mis- 
sissippi, without  a  corresponding  increase  in  rates  from  the 
mid-continent  field. 

No  explanation  was  made  as  to  the  reason  for  failure  on  the 
part  of  the  eastern  lines  to  put  in  a  justification  for  the  tariffs, 
which,  but  for  the  suspension,  would  have  become  operative 
August  10.  It  has  been  suspected,  however,  that  the  abandon- 
ment of  the  proposal  resulted  from  an  inability  of  the  carriers 
to  agree  upon  a  like  increase  in  the  estimated  weight  to  be  used 
on  crude  from  the  mid-continent  field. 
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RATES  ON  BRICK 

A  holding  of  undue  prejudice  and  an  order  to  remove  it  not 
later  than  February  16  has  been  made  in  No.  11317  Illinois  Brick 
Company  et  al.,  vs.  Pennsylvania  R.  R.  et  al.,  opinion  No.  7220, 
64  I.  C.  C.  273-80,  as  to  rates  on  common  brick  from  points  out- 
side the  Chicago  switching  district  to  points  within  that  district. 
The  Commission  said  that  the  rates  were  and  are  not  un- 
reasonable. 

A  further  finding  was  that  the  practice  of  some  of  the  car- 
riers in  refusing  to  absorb  switching  charges  on  common  brick 
from  Glen  View  and  Deerfield,  111.,  to  some  points  in  the  Chicago 
switching  district  was  not  unlawful. 

The  Commission's  report  said  that  the  rates  for  the  future 
will  be  unduly  prejudicial  to  the  extent  that  those  from  points 
outside  the  district  exceed  those  from  points  inside  the  district 
by  more  than  ten  cents  per  ton.  It  held  that  neither  the  com- 
plainant nor  the  interveners  had  shown  themselves  entitled  to 
damages  as  the  result  of  the  undue  prejudice. 

The  report  also  covers  No.  11395  Gary  Sand-Line  Brick  Co., 
vs.  A.  T.  &  S.  F.  et  al.,  No.  11314  Builders'  Brick  Co.,  vs.  Same; 
and  No.  10749  Lutter  Brick  Co.,  vs.  C.  M..  &  St  P.  et  al. 


tween  Phoenix  and  Mojave,  and  points  on  both  the  Santa  Fe  and 
Southern  Pacific  beyond  Mojave. 


LIVE  STOCK  WEIGHTS  AND  RATES 

The  Commission,  in  a  report  on  I.  and  S.  No.  1357,  Applica- 
tion of  Rate  and  Minimum  Weight  on  Live  Stock  in  Mixed  Car- 
loads, opinion  No.  7270,  64  I.  C.  C.  546-7,  approved  as  having 
been  justified  a  revision  of  the  "highest  rate  and  minimum 
weight"  rule  in  supplement  No.  1  to  Leland's  I.  C.  C.  1450,  page 
4,  item  55-A,  which  was  filed  to  become  operative  July  10,  but 
suspended  for  investigation;  also  a  like  revision  in  the  same  rule 
carried  in  supplement  No.  2  to  the  same  tariff  on  page  5,  in 
item  55-B,  which  was  filed  to  become  operative  December  7. 

The  rule  now  reads  that  the  charges  on  such  mixed  car- 
loads shall  be  at  the  highest  rate  and  minimum  weight.  Leland 
proposed  and  the  Commission  has  agreed  with  him,  that  the 
rule  should  be  changed  so  that  the  word  "highest"  shall  also 
precede  the  word  minimum,  so  that  the  phrase  shall  read 
"highest  rate  and  highest  minimum." 

Leland  contended  that  the  inclusion  of  the  word  highest 
before  minimum  did  not  change  the  meaning  of  the  rule.  Com- 
missioner Daniels,  author  of  the  report,  agreed  with  him.  Le- 
land said  it  would  tend,  however,  to  make  the  meaning  clear 
and  on  that  ground  and  that  only  did  the  Commission  hold 
that  the  change  had  been  justified. 

The  decision  is  specifically  limited  to  exclude  the  question 
of  the  reasonableness  of  the  rule  in  its  application  to  mixed 
carloads  of  live  stock,  which  Commissioner  Daniels  said  had 
been  raised  in  Nos.  12460  and  12757.  The  reasonableness  of  a 
rule  to  the  same  general  effect  is  the  issue  in  No.  11699.  The 
decision,  he  said,  therefore,  is  wholly  without  prejudice  to  the 
issue  in  those  complaints. 


PACKING-HOUSE  PRODUCTS  AND  MEATS 
The  Commission,  in  a  report  on  No.  12014,  Equity  Co-op- 
erative Packing  Co.  vs.  Director-General,  as  agent,  condemned  as 
unreasonable  rates  on  fresh  meats  from  Haggart,  N.  D.,  to  St. 
Paul  and  Duluth.  It  held  that  the  rates  on  packing-house  prod- 
ucts were  neither  unreasonable  nor  otherwise  unlawful.  The 
report  also  covers  sub-number  1  of  this  complaint,  same  vs. 
Northern  Pacific.  The  Commission  said  that  the  rates  on  pack- 
ing-house products  were  unreasonable  to  the  extent  that  they  ex- 
ceeded 36.5  prior  to  August  26,  1920,  and  that  rate  plus  the  35 
per  cent  increase  after  August  26,  1920. 


RATE  ON  FROZEN  BEEF 

The  Commission,  in  No.  11867,  Morris  &  Co.  vs.  Director- 
General,  as  agent,  opinion  No.  7242,,  64  I.  C.  C.  435-6,  has  held 
unreasonable  (and  awarded  reparation)  the  rate  on  frozen  beef 
from  Columbus,  O.,  to  New  York,  on  shipments  made  in  February 
and  March,  1918.  The  governmental  committee  in  charge  of  the 
routing  of  the  shipments  sent  them  over  routes  calling  for  rates 
higher  than  over  the  cheapest  route.  The  routing  was  made,  not 
for  the  benefit  of  the  shipper,  but  for  the  benefit  of  the  Railroad 
Administration.  The  Commission  held  the  rates  imposed  to  be 
unreasonable  to  the  extent  that  they  exceeded  36.5  cents  per  100 
pounds. 


RATE   ON   CEREALS 

An  order  of  dismissal  has  been  entered  in  No.  11660,  Traffic 
Bureau  of  the  Chamber  of  Commerce -of  Phoenix,  Ariz.,  et  al. 
vs.  Abilene  &  Southern  et  al.,  opinion  No.  7249,  64  I.  C.  C.  452-6, 
holding  that  the  rates  on  cereals,  C.  L.,  from  El  Paso  and  defined 
territorial  groups  to  Phoenix,  Tempe  and  Mesa,  Ariz.,  are  not 
unreasonable  or  otherwise  unlawful.  The  Commission  denied 
the  prayer  of  the  complainants  for  the  establishment  of  through 
routes  and  joint  rates  on  cereals  from  El  Paso  via  the  Southern 
Pacific  System  through  Phoenix  to  points  on  the  Santa  Fe  be- 


COAL,    UTAH   TO   WASHINGTON 

A  finding  of  undue  prejudice  with  an  order  to  remove  it  not 
later  than  February  24  has  been  made  in  No.  11609,  Edwards  & 
Bradford  Lumber  Co.  vs.  Denver  &  Rio  Grande  et  al.,  opinion 
No.  7258,  64  I.  C.  C.  503-6,  as  to  the  rates  on  coal  from  Kenil- 
worth,  Utah,  to  Hillyard,  Wash.  The  Commission  said  that  the  rate 
was  unduly  prejudicial  to  the  extent  that  it  exceeded  by  more 
than  10  cents  per  ton  in  the  past,  or  may  exceed  by  more  than 
12%  cents  for  the  future,  the  contemporaneous  rate  from  Kenil- 
worth  to  Spokane. 


RATES  ON  TANKS  AND  LUMBER 

In  a  report  on  No.  11842,  General  Iron  Works  vs.  C.  C.  C. 
&  St.  L.  et  al.,  opinion  No.  7265,  64  I.  C.  C.  532-6,  the  Commission 
held  that  the  rates  on  knocked  down  iron  and  steel  tanks  and 
second-hand  lumber  from  oil  producing  points  in  Oklahoma  and 
Texas  to  oil  territory  in  Louisiana  between  November,  1919,  and 
March,  1920,  both  inclusive,  were  not  unreasonable  or  otherwise 
unlawful.  It  held  that  the  rate  on  knocked  down  iron  and  steel 
tanks  from  Elmwood  Place  and  Ivorydale,  O.,  to  Gahagan,  La., 
was  unreasonable  and  will  be  unreasonable  for  the  future  to  the 
extent  that  it  exceeded  or  may  exceed  the  aggregate  of  inter- 
mediates. It  awarded  reparation  to  that  basis. 


DEMURRAGE  ON  FROZEN  SAND 

In  a  report  on  No.  12168,  Hamilton  Foundry  &  Machine 
Co.  vs.  Director-General,  as  agent,  opinion  No.  7244,  64  I.  C.  C. 
439-40,  the  Commission  has  dismissed  the  complaint,  holding 
that  demurrage  charges  at  Hamilton,  O.,  on  cars  of  sand  arriv- 
ing in  frozen  condition  were  legally  assessed  and  not  unrea- 
sonable or  otherwise  unlawful.  The  Commission  said  written 
statements  of  the  frozen  condition  of  the  sand  were  not  served 
upon  defendant's  agent  under  section  A  of  rule  8  of  the  na- 
tional demurrage  code  and  under  which  the  complainant  claimed 
that  no  demurrage  should  have  been  collected. 


STRAW   BRAID  AND   HEMP   BRAID 

The  Commission  has  dismissed  the  complaint  in  No.  11187, 
Henry  W.  Peabody  &  Co.  vs.  Director-General,  as  agent,  C.  M. 
&  St.  P.  et  al.,  opinion  No.  7240,  64  I.  C.  C.  429-31,  on  the  ground 
that  rates  on  imported  straw  braid  and  hemp  braid,  in  less- 
than-carload  lots,  from  Seattle  and  Tacoma,  Wash.,  and  San 
Francisco,  Calif.,  to  New  York,  N.  Y.,  and  Chicago,  111.,  during 
July  and  August,  1918,  were  not  unreasonable  or  unduly  preju- 
dicial. The  report  also  embraces  No.  11187,  sub-No.  1,  S.  W. 
Bridges  &  Co.  et  al.  vs.  Director-General,  as  agent.  The  Com- 
mission said  the  rates  in  question  had  been  considered  by  it 
in  American  Trading  Co.  vs.  Director-General,  60  I.  C.  C.  273, 
and  found  not  to  have  been  unreasonable  or  unjustly  discrimi- 
natory. 


RATE   ON    LIME    ROCK 

The  Commission  has  dismissed  No.  11189,  Pacific  Portland 
Cement  Co.,  Consolidated,  vs.  Southern  Pacific  et  al.,  opinion 
No.  7259,  64  I.  C.  C.  507-11,  holding  that  the  rate  on  lime  rock, 
from  Flint  to  Tolenas,  Calif.,  during  federal  control,  was  not  un- 
reasonable. 


SWITCHING   AT   CHICAGO 

A  holding  of  justification  has  been  made  in  I.  and  S.  No. 
1361,  Switching  Between  Connectng  Lines  and  C.  &  E.  I.  Team 
Tracks  at  Chicago,  opinion  No.  7257,  64  I.  C.  C.  500-2,  and  the 
proceeding  has  been  vacated.  The  Chicago  &  Eastern  Illinois 
proposed  increasing  the  switching  charges  and  the  minimum 
weight  on  all  carload  freight  except  certain  competitive  traffic 
in  butter,  eggs,  poultry  and  game  between  its  team  tracks  and 
junction  with  connecting  lines,  so  as  to  bring  them  up  to  the 
level  of  some  of  the  trunk  lines,  although  not  to  as  high  a  level 
as  the  lines'  having  the  highest  charges. 


RATE    ON    SCRAP    IRON 

Although  finding  that  the  published  through  rate  of  64  cents 
on  scrap  iron  from  Sidney,  Mont.,  to  Tacoma,  Wash.,  in  July, 
1917,  was  unlawful  and  unreasonable  to  the  extent  that  it  ex- 
ceeded 57  cents,  the  Commission,  in  a  report  on  No.  12135,  Joseph 
Sussman,  doing  business  under  the  name  of  Tacoma  Junk  Co., 
vs.  Northern  Pacific,  opinion  No.  7228,  64  I.  C.  C.  305,  has  dis- 
missed the  complaint  and  denied  reparation  because  of  failure 
of  Sussman  to  prove  that  he  paid  the  charges. 


RATE   ON    MYROBALANS 

In  a  report  on  No.  12249,  Pfeister  &  Vogel  Leather  Co.  vs. 
Director-General,  as  agent,  Lehigh  Valley  et  al.,  opinion  No. 
7243,  64  I.  C.  C.,  437-8,  the  Commission  has  dismissed  the  com- 
plaint on  a  finding  that  rates  to  Sheboygan,  Mich.,  on  myroba- 
lans  from  New  York,  N.  Y.,  and  Philadelphia,  Pa.,  and  on  bark 
extract  from  New  York,  N.  Y.,  were  not  unreasonable  or  other- 


I".    I1'  'I 


THE    TRAFFIC     WORLD 


1191 


wise  unlawful.     Refund  of  overcharges  on  certain  of  the  ship- 
ments   was    dirrrtrd. 


CHARGES   ON    FUEL   OIL 

The  Commission  has  dismissed  the  complaint  In  No.  12191, 
St.  Tammany  Ice  &  Manufacturing  Co.,  Ltd.,  vs.  Director-General, 
as  agent,  opinion  No.  7265,  64  I.  C.  C.,  491-2,  on  a  finding  that 
charges  collected  on  fuel  oil  from  Destrehan,  La.,  to  Covlngton, 
La.,  between  June  6,  1919,  and  February  5,  1920,  were  not  un- 
reasonable or  unduly  prejudicial. 


SAND  AND  GRAVEL  AT  INDIANAPOLIS 
An  award  of  reparation  has  been  made  by  the  Commission 
in  No.  11819,  Citizens  Gas  Co.  vs.  Director-General  as  agent, 
opinion  No.  7250,  64  I.  C.  C.,  457-60,  on  a  holding  that  charges 
during  the  period  from  June  25,  1918,  to  January  21,  1919,  both 
inclusive,  for  the  movement  of  sand  and  gravel  within  the  switch- 
ing limits  of  Indianapolis,  Ind.,  were  unreasonable  to  the  ex- 
tent that  they  exceeded  20  cents  per  ton  plus  $2.50  per  car. 


RATE  ON  COKE 

The  complaint  has  been  dismissed  by  the  Commission  in  No. 
12141,  Mississippi  Valley  Iron  Co.  vs.  C.  B.  &  Q.,  and  Director- 
General,  as  agent,  opinion  No.  7245,  64  I.  C.  C.  441-2,  on  a  finding 
that  the  applicable  combination  commodity  rate  of  $4.80  per  net 
ton  on  coke  from  St.  Paul,  Minn.,  to  St.  Louis,  Mo.,  in  October, 
1918,  was  not  unreasonable.  The  Commission  said  a  specific 
commodity  rate  of  $2.90  was  contemporaneously  in  effect  in  the 
opposite  direction,  and  that  after  the  shipments  moved,  at  the  re- 
quest of  the  complainant,  the  $2.90  rate  was  established  from  St. 
Paul  to  St.  Louis,  effective  October  10,  1918.  The  voluntary  re- 
duction or  the  existence  of  the  lower  rate  in  the  opposite  direc- 
tion were  not  sufficient  to  warrant  a  finding  of  unreasonableness, 
the  Commission  said. 


RATES   ON    IRON   TANKS 

The  Commission  has  dismissed  No.  12054,  Pure  Oil  Co. 
vs.  M.'K.  &  T.  et  al.,  opinion  No.  7247,  64  I.  C.  C.  444-6,  hold- 
ing that  rates  on  iron  tanks,  knocked  down,  from  Gushing, 
Okla.,  to  Central  City,  O.,  and  Morgantown,  W.  Va.,  assessed 
on  shipments  made  in  July,  1919,  were  not  unreasonable  or 


otherwise  unlawful.  A  combination  of  fifth  class  rates,  amount- 
Ing  to  $1.05,  was  used.  The  complainant  contended  that  there 
should  have  been  a  commodity  rate  to  cover  shipments  of  tanks 
and  things  like  that  from  dismantled  oil  refineries  lower  than 
the  class  rates.  The  Commission,  however,  applied  the  sporadic 
shipment  principle  and  held  that  there  was  nothing  wrong  with 
the  application  of  the  class  rates. 


RATES  ON  LUMBER  IN  NEW  YORK 
In  a  report  on  I.  and  S.  No.  1399,  lumber  from  North  Tona- 
wanda  to  Canandaigua,  both  points  in  New  York,  opinion  No. 
7264,  64  I.  C.  C.  530-1,  the  Commission  has  condemned  the  pro- 
posed cancellation  of  a  commodity  rate  of  12.5  cents  on  lumber, 
moving  over  a  route  composed  of  the  Lehigh  Valley  and  the 
Pennsylvania,  via  Elmira,  N.  Y.,  261  miles  long.  The  carriers 
did  not  put  in  an  appearance  at  the  hearing  and  made  no  effort 
to  Justify  the  attempt  to  bring  into  operation  the  sixth  class 
rate  of  14.5  cents  in  that  way. 

Over  the  direct  route  of  the  New  York  Central,  a  distance 
of  86  miles,  the  sixth  class  rate  of  14.5  cents  is  In  effect.  One 
of  the  objections  to  the  proposed  cancellation  found  by  the 
Commission  was  that  it  would  have  caused  a  fourth  section 
violation,  because  the  12.5-cent  rate  is  in  effect  from  points  near 
North  Tonawanda  over  routes  through  that  point. 


SAND  AND  GRAVEL  FROM  MICH.  CITY 
The  Commission,  in  a  report  on  I.  &  S.  No.  1371,  Sand  and 
Gravel  from  Michigan  City,  Ind.,  to  Johnstown-Connellsville  ter- 
ritory, opinion  No.  7260,  64  I.  C.  C.  512-15,  has  held  as  justified 
proposed  increased  rates  on  sand  and  gravel  from  the  points  of 
origin  to  the  destinations  mentioned.  It  has  vacated  its  order 
of  suspension  dated  July  29,  as  of  December  20. 


LUMBER  TO  SELMA 

The  Commission,  in  a  report  on  I.  and  S.  No.  1373,  Lumber  to 
Selma  from  Alabama  &  North  Western  R.  R.  points,  has  held 
that  the  proposed  increased  rates  on  lumber  and  articles  taking 
lumber  rates,  from  points  on  the  Alabama  &  North  Western  to 
Selma,  had  not  been  justified  and  that  the  suspended  schedules 
should  be  suspended.  This  decision  was  put  out  in  mimeographed 
form,  without  opinion  or  page  numbers. 


Tentative  Reports  of  the  Commission 


FORE  RIVER  R.  R.  A  COMMON  CARRIER 

In  a  proposed  report  on  No.  12477,  Massachusetts  Oil  Refin- 
ing Co.  vs.  Boston  &  Albany  et  al.,  Examiner  Peter  C.  Paulson 
recommended  that  the  Commission  hold  that  the  Fore  River 
Railroad  Corporation,  extending  from  the  New  Haven  tracks 
through  the  Fore  River  plant  of  the  Bethlehem  Shipbuilding 
Corporation  to  the  plant  of  the  complainant  at  East  Braintree, 
Mass.,  is  a  common  carrier  and  entitled  to  through  route  and 
joint  rate  arrangements  with  the  New  Haven.  It  was  neces- 
sary to  consider  the  status  of  the  Fore  River  Railroad  because, 
according  to  the  view  of  the  New  Haven,  it  is  a  plant  facility 
notwithstanding  the  facts  that  for  years  the  Commission  had 
to  jog  it  up  to  file  reports  and  tariffs  because  it  was  participating 
in  interstate  commerce,  and  that  the  public  service  commission 
of  Massachusetts  persuaded  it  to  take  out  a  charter  under  the 
general  railroad  law  of  the  state  so  that  it  could  develop  wharves 
and  other  water  front  facilities  at  East  Braintree. 

Paulson  recommended  a  holding  that  the  rates  on  refined 
petroleum  products,  from  the  refinery  of  the  complainant,  mainly 
to  New  England  destinations  were  and  are  unreasonable  to  the 
extent  that  they  exceeded  the  mileage  scale  basis  in  effect 
from  Providence,  R.  I.,  and  other  points  at  which  competitors  of 
the  complainant  do  their  shipping. 

As  to  fuel  oil,  Paulson  said  the  Commission  should  hold 
that  the  rates  are  neither  unreasonable  nor  unduly  prejudicial. 
He  said  that  reparation  should  be  made  to  the  basis  indicated. 
At  present  the  rates  paid  by  the  complainant,  are  the  mileage 
scale  rates  on  petroleum  in  effect  upon  New  England  roads  gen- 
erally, plus  the  two  cent  local  rate  of  Fore  River  Railroad 
erally,  plus  the  two  cent  local  rate  of  the  Fore  River  railroad 
however,  oppose  the  fight  made  by  the  complainant  for  through 
route  and  joint  rate  arrangements. 

RATES   ON  SUGAR 

Because  there  is  no  regularity  of  movement  of  .sugar  from 
Seattle,  refined  at  some  other  point,  and  because  the  sugar  pro- 
duced at  the  refineries  in  the  interior  of  Washington  is  small 
in  quantity  and  marketed  locally,  Attorney-Examiner  Arthur  R. 
Mackley  is  of  the  opinion  that  Seattle  and  the  interior  of  Wash- 
ington are  not  entitled  to  as  favorable  an  adjustment  of  rates 


on  sugar,  to  the  east,  as  from  California  terminals  and  certain 
interior  refining  points  in  California  and  Oregon.  That  opinion 
was  expressed  in  a  report  on  No.  12076,  Armour  &  Co.  vs. 
Northern  Pacific  et  al.  He  recommended  dismissal  of  the  com- 
plaint on  the  ground  that  the  assessment  of  the  full  fifth  class 
rates  on  nine  carloads  of  cane  sugar,  which  had  been  refined 
at  California  terminals,  from  Seattle  to  Chicago,  Boston  and 
Landisville,  the  latter  in  New  Jersey,  in  October  and  November, 
1919,  and  May,  1920,  was  not  unreasonable. 

The  complainant  asked  for  the  same  basis  of  rates  from 
Seattle  and  interior  Washington  refining  points  as  prevails  from 
California  terminals,  and  southern  Oregon.  That  basis  is  a 
combination  of  commodity  rates  to  Chicago,  plus  the  fifth  class 
rates  east  thereof,  and  reparation.  On  the  rates  imposed,  the 
freight  charges  on  loads  of  80,000  pounds  ran  close  to  $2,000 
per  car. 

Mackley  said  the  shipments  in  question  were  the  only  ones 
ever  made  from  Seattle  and  that  there  was  no  assurance  of  any 
in  the  future,  because  there  are  no  refineries  at  Seattle.  In 
this  case  the  sugar  was  shipped  from  Seattle  because  of  the 
shortage  of  sugar,  and,  according  to  Mackley,  the  complainant 
had  to  procure  sugar  wherever  possible  to  preserve  the  fruits 
and  berries  assembled  at  the  canning  points  to  which  it  was 
sent.  He  said  that  to  be  contrasted  with  the  occasional  move- 
ments from  Seattle  and  other  non-refinery  points,  was  the  large 
tonnage  moving  from  California  refineries.  In  the  last  ten 
months  of  1920,  he  said,  the  Southern  Pacific  alone  transported 
4,443  carloads  from  California  refinery  points,  to  destinations 
as  far  east  as  the  Indiana-Illinois  line. 

In  a  case  of  that  kind,  he  said,  comparisons  of  car-mile  and 
ton-mile  earnings  were  noi  of  controlling  weight,  if  sugar  prop- 
erly may  move  on  class  rates.  The  record,  he  said,  did  not 
warrant  an  order  requiring  the  establishment  of  commodity  rates 
from  Washington  refining  points,  nor  an  award  of  reparation 
in  this  case.  Nor  were  commodity  rates  on  sugar  required,  be- 
cause it  was  shown  that  there  were  and  are  commodity  rates 
on  other  articles  rated  fifth  class,  such  as  canned  goods,  beans 
and  other  food  products,  because  those  commodities  appear  to 
move  in  substantial  and  continuous  volume. 

The  defendants  said  the  adjustment  from  California  was 
influenced  by  the  market  competition  of  New  Orleans  and  New 
York,  and  the  competition  of  steamship  lines.  Mackley  said 
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there  is  also  water  competition  from  Seattle  and  apparently 
the  same  market  competition  from  New  Orleans  and  New 
York.  Therefore,  he  said,  that  the  amount  of  tonnage,  in  a 
given  case,  rather  than  the  competition,  was  the  main  differ- 
entiating consideration.  The  fact  that  there  are  combinations 
on  sugar  from  Oregon,  Utah  and  Idaho,  Mackley  intimated,  was 
justified,  because  there  appeared  to  be  a  substantial  movement 
of  sugar  from  those  states  to  the  east. 

INSUFFICIENT   EVIDENCE 

On  the  ground  of  insufficiency  of  evidence,  Examiner  Paul 
O.  Carter  has  recommended  the  dismissal  of  No.  12815,  West  Ala- 
bama Lumber  Company  vs.  Alabama  &  Vicksburg  et  al.  The 
report  also  covers  No.  12817,  Same  vs.  Director-General,  as  agent, 
et  al.,  and  No.  12822,  Same  vs.  Southern  et  al. 

The  affairs  of  the  complainant  are  in  process  of  voluntary 
liquidation  and  the  only  evidence  that  was  offered  to  show  that 
complainant  paid  and  bore  the  charges  consisted  of  affidavits  by 
one  of  the  trustees  of  the  lumber  company.  The  examiner  said 
such  affidavits  were  not  admissible  because  they  deprived  the 
defendants  of  the  opportunity  for  cross-examination.  Counsel 
for  the  complainant  asked  leave  to  amend  the  «omplaint  by  sub- 
stituting the  names  of  two  directors,  who,  under  the  law  of  Ala- 
bama, are  trustees,  to  wind  up  the  affairs  of  the  corporation. 
The  defendants  objected  to  the  amendment  on  the  ground  that 
all  claims  for  reparation  on  shipments  which  moved  during  fed- 
eral control  had  to  be  filed  prior  to  March  1,  1921.  Such  amend- 
ment would  have  constituted  a  new  filing  and  outside  this 
statute. 


RATE   ON    ICE 

The  applicable  sixth  class  rate  of  21.5  cents,  minimum 
40,000  pounds,  assessed  on  carload  shipments  of  ice  from  White 
Lake,  N.  Y.,  to  Scriba,  N.  Y.,  during  federal  control,  was  un- 
reasonable to  the  extent  that  it  exceeded  a  subsequently  estab- 
lished rate  of  6.5  cents,  minimum  50,000  pounds,  and  reparation 
should  be  awarded  to  that  basis,  Examiner  Peter  C.  Paulson 
proposes  in  a  tentative  report  on  No.  12457,  W.  M.  Evans  Dairy 
Co.,  Inc.,  vs.  Director-General,  as  agent. 

RATES  ON  COTTON 

An  award  of  reparation  has  been  recommended  by  Attorney- 
Examiner  Arthur  R.  Mackley,  in  a  tentative  report  on  No.  12677, 
S.  M.  Bulley  &  Son  vs.  Director-General,  as  agent,  the  Galveston, 
Harrisburg  &  San  Antonio,  et  al.,  on  a  finding  that  rates  for  the 
transportation  of  cotton  from  Texas  points  to  New  York,  N.  Y., 
stopped  in  transit  at  interior  Texas  points  and  at  Galveston. 
were  unreasonable.  He  said  the  Commission  should  find  that 
the  rates  charged  were  unreasonable  to  the  extent  they  exceeded 
the  Galveston  combinations  of  June  24,  1918,  plus  a  single  in- 
crease on  the  following  day  of  15  cents  and  a  transit  charge  of 
3  cents,  and  that  reparation  should  be  made  to  that  basis. 

CHARGES  ON  COPPER  BULLION 

Examiner  Henry  C.  Keene  has  recommended  an  award  of 
reparation  in  a  tentative  report  on  No.  12961,  Arizona  Copper 
Co.,  Ltd.,  vs.  Director-General,  as  agent,  Arizona  &  New  Mexico 
et  al.,  on  a  proposed  finding  that  charges  collected  for  the  trans- 
portation of  43  cars  of  copper  bullion  from  Clifton,  Ariz.,  to 
New  York,  N.  Y.,  were  unreasonable  to  the  extent  that  they  ex- 
ceeded those  which  would  have  accrued  upon  the  basis  of  the 
legal  rate  of  82.5  cents  per  100  pounds  and  the  actual  weight  of 
2.467,995  pounds.  The  shipments  moved  under  the  legal  rate  of 
82.5  cents,  which  was  not  in  issue,  based  upon  a  minimum  weight 
per  car  of  60,000  pounds.  Each  of  the  cars  contained  less  than 
60,000  pounds,  the  examiner  said,  adding  that  the  Commission 
has  repeatedly  held  that  it  is  unreasonable  to  base  transportation 
charges  on  minimum  weights  to  which  cars  are  incapable  of 
being  loaded. 


the  chasses,  became  a  separate  shipment,  subject  to  the  rating 
applicable  to  the  highest  rated  article  in  the  mixture. 

RATE   ON    FENCE   POSTS 

Attorney-Examiner  Arthur  R.  Mackley  has  recommended  dis- 
missal of  the  complaint  in  No.  12685,  Malcolm  H.  Reed  vs.  Direc- 
tor-General, as  agent,  on  the  ground  that  complainant's  conten- 
tion as  to  the  rate  applicable  on  a  carload  of  cedar  fence  posts 
from  Hawkinsville,  Tex.,  to  Artesia,  N.  Mex.,  was  not  sustained. 
The  complainant  contended  the  shipment  was  misrouted,  but  the 
examiner  said  that  while  that  was  true  the  charges  were  assessed 
on  the  basis  of  those  applicable  via  the  route  claimed.  The  rea- 
sonableness of  the  rates  was  not  in  issue. 


INDIANA   COAL   RATES 

Dismissal  of  the  complaints  in  No.  12454,  Cannelton  Sewer 
Pipe  Co.  vs.  Director-General,  as  agent,  Southern,  and  sub  num- 
bers 1  and  2,  and  in  No.  12524,  Indiana  Cotton  Mills  vs.  Same, 
and  sub  numbers  1  to  7,  inclusive,  has  been  recommended  by 
Examiner  Frank  E.  Mullen  in  a  tentative  report  holding  that 
rates  charged  for  the  intrastate  transportation  of  bituminous  coal 
from  mines  in  the  Boonville,  Ind.,  district,  to  Huntingburg,  Tell 
City,  and  Cannelton,' Ind.,  during  federal  control,  were  not  un- 
reasonable. 


RATING   ON   TRUCK   CHASSES 

A  first-class  rating  on  one  carload  of  accessories  for  68  motor- 
truck chasses,  shipped  from  Chicago  to  Austin,  Tex.,  subse- 
quent to  the  chasses,  was  properly  assesed,  according  to  a  tenta- 
tive report  by  Attorney-Examiner  Arthur  R.  Mackley  in  No. 
12879,  the  State  Highway  Department  of  Texas  vs.  Director-Gen- 
eral, as  agent,  C.  &  N.  W.  et  al.,  recommending  dismissal  of  the 
complaint.  The  complainant  contended  that  second  or  third 
class  rating  was  applicable  because  the  accessories  were  parts 
of  chasses,  k.  d.  The  examiner  said  the  articles,  shipped  after 


GAS    AND    REFINED    OILS 

An  order  of  dismissal  has  been  recommended  by  Examiner 
C.  I.  Kephart,  in  a  report  on  No,  12414,  Vickers  Petroleum  Co. 
vs.  A.  T.  &  S.  F.  et  al.,  on  a  holding  that  the  rates  on  gas 
and  refined  oils,  from  Oidahoma  points  of  origin  to  Potwin, 
Kan.,  since  December  31,  1918,  to  the  date  of  filing  the  complaint, 
February  21,  1921,  were  not  unreasonable.  Since  then  Potwin 
has  been  placed  in  another  group,  so  the  alleged  undue  preju- 
dice has  been  removed.  Kephart  said  reparation  should  be  de- 
nied because  the  complainant  had  not  shown  itself  to  have  been 
damaged  by  the  alleged  undue  prejudice. 


ROCK,  SAND  AND  GRAVEL 

Examiner  H.  W.  Archer  has  recommended  the  dismissal  of 
No.  12024,  Arizona  Packing  Co.  vs.  Director-General,  as  agent,  on 
a  finding  that  the  rate 'on  rock,  crushed  or  broken,  and  sand 
and  gravel  from  Tempe  to  Cactus,  formerly  Portland,  Ariz.,  had 
not  been  shown  to  have  been  unreasonable  or  otherwise  unlawful. 


RATES  ON   MINE  PROPS 

On  the  authority  of  other  cases  involving  the  same  ques- 
tion, Examiner  J.  P.  McGrath  has  recommended  a  finding  of  un- 
reasonableness and  an  award  of  reparation  in  No.  12836,  Ball, 
Seligman  &  Co.  vs.  New  York,  Philadelphia  &  Norfolk  et'al.,  as 
to  rates  on  mine  props  from  points  in  Virginia  to  destinations 
in  Pennsylvania  because  and  to  the  extent  that  they  exceeded, 
from  January  1  to  December  31,  1917,  and  during  federal  con- 
trol, 12.6  cents  per  100  pounds.  The  chief  question  was  as  to 
whether  some  of  the  claims  were  barred  by  the  statute  of  limi- 
tations. The  Commission  followed  its  prior  rulings  and  said 
that  the  period  of  federal  control  must  be  excluded  in  computing 
the  two  years  prior  to  control. 


EXPRESS  COLLECTION  AND  DELIVERY 

Attorney-Examiner  Charles  F.  Gerry  has  advised  the  dis- 
missal of  No.  12809,  East  Springfield  Citizens'  Association  et  al. 
vs.  American  Railway  Express,  on  a  holding  that  the  refusal  of 
the  express  company  to  include  East  Springfield  within  the  lim- 
its for  free  collection  and  delivery  of  express  shipments  to  and 
from  that  city,  was  not  unreasonable  nor  unjustly  discriminatory. 
The  complainants,  including  the  Westinghouse  Electric  and  Man- 
ufacturing Co.,  Rolls-Royce,  Springfield  Tool  and  other  manufac- 
turing concerns  that  use  the  express  service,  contended  that  the 
failure  was  unjustly  discriminatory  because  service  was  given  to 
other  more  distant  outlying  parts  of  Springfield.  The  attorney- 
examiner  called  attention  to  the  fact  that  the  other  outlying 
sections  are  residential,  while  East  Springfield  is  industrial  and 
therefore  there  is  not  such  similarity  of  service  as  is  necessary 
as  a  foundation  for  a  holding  of  unjust  discrimination.  Th° 
'packages  from  East  Springfield  would  be  heavier  than  to  and 
from  the  residential  sections,  requiring  two  men  per  wagon  in- 
stead of  only  one  as  in  the  residential  sections. 


RATE  ON   CRUDE  OIL 

Examiner  H.  W.  Archer  thinks  the  Commission  should  dis- 
miss No.  12212,  Humble  Oil  &  Refining  Co.  vs.  Director-General, 
as  agent,  on  a  holding  that  the  rate  on  twenty-two  cars  of  crude 
oil,  shipped  in  February,  1919,  from  Iowa  Park  to  New  Orleans, 
routed  via  the  Trinity  &  Brazos  Valley,  was  not  unreasonable.  A 
rate  of  29  cents  was  assessed.  Over  other  routes  a  rate  of  22 
was  in  effect.  Later  the  22-cent  rate  became  operative  on  the 
Trinity  &  Brazos  Valley.  The  consignor,  knowing  that  the  lower 
rate  was  to  be  made  effective  on  the  Trinity  &  Brazos  Valley, 
routed  the  cars  that  way,  but  was  not  able  to  change  the  rout- 
ing when  it  discovered  that  the  lower  rate  would  not  be  in  effect 
until  nearly  a  month  after  the  shipments  were  made. 


FRESH  FRUITS  AND  VEGETABLES 

A  holding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Henry  C.  Keene,  in  a  re- 
port on  No.  12543,  Arizona  Copper  Co.,  Ltd.,  vs.  Arizona  &  New 
Mexico  et  al.,  as  to  rates  on  fresh  fruits  and  vegetables,  in  mixed 
carloads,  from  Los  Angeles,  Casa  Blanca,  Pomona  and  Porter- 
ville,  Cal.,  to  Clifton,  Ariz.,  moving  between  May  29,  1919,  and 
August  17,  1921.  The  examiner  said  the  Commission  should  hold 
the  rates  in  question  unreasonable  to  the  extent  they  exceeded 
$1.39  prior  to  August  26,  1920,  and  $1.44  since  that  date  on  traffic 
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from  lx>s  Angeles  and  poinis  taking  the  same  rates;  and  on  traf- 
ii-om  I'oi-terville  to  Clifton  to  the  extent    Hint   they  exceeded 
$l.i:.5  prior  to  August  2G,  I'.':.'" 


RATES  ON  SODA  ASH 

K  \aminer  J.  P.  McGrath  has  advised  the  dismissal  of  No. 
1-778,  Salem  Glass  Works  et  al.  vs.  Michigan  Central  et  al.,  on 

Mding  that  the  rates  on  soda  ash,  from  Detroit  and  Wyan- 
doito,  Mich.,  to  Salem  and  Mlllville,  N.  J.,  during  federal  control 
VM  •!•»>  not  unreasonable  or  otherwise  unlawful.  The  complain- 
ants are  glass  manufacturers  at  the  two  New  Jersey  points 
mentioned. 


RATE   ON   COMMON    BRICK 

Examiner  Henry  C.  Keene  has  recommended  a  holding  of 
illegality  of  rate  in  a  report  on  No.  12796,  Los  Angeles  Press 
Hrick  Co.  vs.  Pacific  Electric,  Director-General,  et  al.,  and  rec- 
ommended reparation.  The  rate  which  the  examiner  thinks 
should  bo  held  illegal  was  32.5  cents  on  common  brick  from  Sun- 
Calil..  to  Clarkdale.  Ariz.  The  examiner  said  the  Commis- 
sion should  hold  that  the  rate  was  illegal  to  the  extent  it  ex- 
ceeded 31.25  cents. 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

Further  hearing  in  consolidated  cases  No.  11074.  Jones  & 
Laughlin  Ore  Co.  et  al.  vs.  Director-General,  C.  M.  &  St.  P.  et  al., 
and  No.  12071,  Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al., 
which  involve  the  rates  on  iron  ore  from  producing  ranges  in 
Minnesota,  Wisconsin  and  Michigan,  to  the  upper  lake  ports, 
was  begun  before  Examiner  Howard  Hosmer  in  Chicago,  De- 
cember 7.  At  the  preceding  hearing  continuance  had  been 
granted  to  allow  the  carriers  opportunity  to  examine  the  volumi- 
nous cost  exhibits  put  in  by  the  complainants,  so  that- cross- 
examination  of  complaining  witnesses  could  be  carried  out  at 
the  present  sessions.  The  first  day  of  the  new  hearing,  however, 
was  given  over  entirely  to  testimony  by  witnesses  for  interests 
on  the  Gogebic  range,  for  which  E.  S.  Ballard  had  filed  a  petition 
of  intervention. 

At  the  time  this  petition  was  filed,  as  was  brought  out  at 
the  previous  hearing,  the  carriers  were  assessing  a  rate  of  85 
cents  a  ton  on  ore  moved  from  mines  in  Gogebic  territory  to 
the  docks  at  Ashland,  but  subsequent  thereto  this  rate  was 
increased  to  $1,  which  rate,  the  interveners  said,  had  been  al- 
lowed to  become  effective  by  the  Commission  with  the  expressed 
understanding  that  the  carriers  justify  it  at  this  hearing.  They 
had,  they  said,  asked  the  carriers  to  keep  an  account  of  the 
moneys  collected  under  the  newly  established  rate,  so  that,  in 
case  the  Commission  should  find  the  85-cent  rate  complained 
of  unreasonable,  refund  could  be  made.  Gogebic  shippers  said 
they  thought  a  rate  of  60  cents  would  be  ample  for  the  service 
performed  on  their  ore.  This  rate,  as  well  as  those  mentioned 
as  being  in  effect,  included  dockage  charges  of  5  cents  a  ton. 

Mine  executives  from  the  Gogebic  range  testified  as  to  the 
advantages  of  location  and  railroad  operation  which  they  thought 
their  range  possessed.  They  said  that  the  average  haul  from 
the  Gogebic  range  to  the  docks  at  Ashland  was  54  miles  via 
the  Soo  Line  and  42  miles  via  the  North  Western,  compared  to 
hauls  ranging  from  67  to  112  miles  from  the  Minnesota  ranges 
to  Duluth  and  73  to  89  miles  from  Menominee  to  Escanaba,  all 
of  which  ores  pay  a  $1  rate.  The  Menominee  range,  it  was 
said,  enjoyed  the  advantages  of  its  geographical  location  by 
having  a  boat  rate  for  the  cross-lake  haul  from  25  to  44  cents 
under  the  Ashland  rate,  from  which  port  the  full  Duluth  rate 
was  applied. 

W.  C.  Hart,  general  superintendent  of  the  Wakefield  mines, 
told  of  an  attempt  made,  in  1916,  to  haul  ore  from  the  Gogebic 
range  to  Escanaba,  a  distance  of  183  miles,  instead  of  Ashland, 
its  natural  port,  a  distance  of  52  miles,  so  as  to  get  the  lower 
boat  rate  and  the  advantage  of  the  earlier  opening  of  the  season 
at  the  Escanaba  docks.  The  movement  lasted  a  week,  he  said, 
and  was  discontinued  on  account  of  operating  difficulties,  the 
line  between  the  Gogebic  range  and  Escanaba  not  having  been 
built  for  heavy  ore  hauling. 

O.  N.  Schaus,  assistant  range  manager,  in  charge  of  five 
mines  on  the  Gogebic  range,  said  that  these  mines  had  paid,  in 
1920,  a  total  of  over  a  million  dollars  in  freight,  charges,  with 
loss  and  damage  claims  amounting  to  only  $1,142.16.  He  said 
that,  in  addition  to  the  9,000,000  tons  of  ore  hauled  from  the 
range  during  1920,  there  were  large  quantities  of  coal,  cement 
and  other  supplies  hauled  in,  in  addition  to  the  general  run 
of  traffic  necessary  to  sustain  a  region  containing  cities  of  con- 
siderable size. 

Menominee  producers  entered  into  the  fight  at  the  beginning 
lit'  the  new  hearing,  in  an  attempt  to  preserve  the  present  rela- 
tionship between  the  two  Michigan  ranges.  Cross-examination 
of  the  witnesses,  by  F.  L.  Ballard,  attorney  for  the  Menominee 
interests,  elicited  statements  to  the  effect  that  operating  con- 
ditions on  the  lines  between  the  Menominee  range  and  Escanaba 
were  fully  as  favorable  as  those  between  the  Gogebic  and  Ash- 
land. In  addition,  it  was  said,  there  were  numerous  paper  and 
lumber  interests  along  the  main  line  into  Escanaba,  the  move- 


ment from  and  to  which  was  largely  in  trainloads  and  took  place 
during  the  winter,  Unix  helping  to  balance  the  traffic.  There 
was,  according  to  C.  K  llelm'T,  division  superintendent  of  the 
North  Western,  a  return  movement  of  12'/^  per  cent  of  ore  cam 
loaded  with  coal. 

Unless  the  carriers  reduce  the  rates  on  Iron  ores  from  pro- 
ducing ranges  in  Minnesota,  Michigan  and  Wisconsin,  they  will 
eventually  lose  all  the  tonnage,  because  the  steel  mills  will  turn 
to  other  sources  for  their  supplies  of  raw  material,  said  John 
A.  Topping,  chairman  of  the  Republic  Iron  &  Steel  Co.,  on  the 
second  day  of  the  hearing.  His  statement,  made  in  behalf 
of  a  majority  of  the  complaining  companies,  both  ore  producers 
and  mills,  covered  broadly  the  state  of  the  steel  business  and  the 
dependency  of  other  industry  on  Its  prosperity.  The  depression 
in  the  steel  industry,  he  said,  was  largely  due  to  the  burden  of 
freight  rates  it  was  compelled  to  bear  on  its  outbound  finished 
products  and  on  the  inbound  raw  rnaterials,  which,  he  said, 
amounted  to  four  times  the  tonnage  of  the  outbound.  The  ore 
rate  to  the  lake  ports  he  characterized  as  the  "key  rate,"  which 
would  have  to  be  adjusted  before  any  move  toward  business  im- 
provement could  be  begun.  He  said: 

In  order  that  you  nta>  ti ;iv  a  clear  understanding  of  the  competi- 
tive sit  nation,  it  may  he  stated  that,  as  a  result  of  raw  material  sup- 
plies being  developed  elsewhere,  the  country  is  now  less  dependent 
than  formerly  upon  L*ake  Superior  ores.  Tills  fact  is  clearly  evidenced 
hy  the  great  growth  of  steel  production  in  the  east  and  south,  and 
by  the  growing  importance  of  the  Pacific  coast  steel  industry.  In  the 
south  very  large  iron  ore  reserves  exist,  which  can  be  cheaply  mined 
and  transported,  due  to  the  fact  that  coal  and  iron  are  in  close 
proximity.  At  tide-water  points  high-grade  foreign  ores  are  now 
obtainable  at  considerably  less  price  than  lake  ores,  as  a  result  of 
developments  in  iron  ore  mining  in  Cuba,  Chile  and  Brazil,  which  ores 
now  supplement  supplies  heretofore  obtained  from  Sweden.  S'paln  and 
other  points.  These  foreign  ores  promise  more  formidable  compe- 
tition than  heretofore,  because  of  the  great  growth  in  ocean  shipping, 
with  its  intensified  competition  and  lower  freights. 

As  it  takes  two  tons  of  ore  to  produce  a  ton  of  pig  iron,  and 
inasmuch  as  one  ton  of  scrap  is  equal  (for  melting  purposes)  to  a  ton 
of  pig  iron,  it  will  be  obvious  that  an  enormous  displacement  of  iron 
ore  by  scrap  iron  results  by  the  manufacture  of  open  hearth  steel. 
This  ore  displacement  represents  not  only  a  direct  loss  to  the  lake  ore 
curriers,  but  also  through  idle  blast  furnaces  and  Bessemer  steel 
works,  an  enormous  loss  to  capital  invested  through  inability  to  meet 
the  competition  of  cheap  scrap  and  the  cheaper  non-Bessemer  ores 
found  outside  of  the  lake  districts. 

In  considering  the  business  aspects  of  the  upper  lake  rates  of 
freight  on  iron  ore,  it  is  clearly  evident,  that  mutuality  of  interest 
should  exist  between  the  carriers  and  shippers,  and  unless  the  rail- 
roads are  willing  to  reduce  the  cost  of  transportation,  many  consumers 
of  lake  ores  will  be  forced  out  of  business,  or  compelled  to  seek  other 
sources  of  supply;  in  other  words,  the  railroads  must  abandon  the 
policy  heretofore  followed.  Ot  exacting  all  that  traffic  will  bear,  and 
adopt  a  policy  of  co-operation,  for  unless  a  policy  of  enlightened  sel- 
fishness is  adopted,  many  steel  companies  will  be  unable  to  live,  and 
the  carriers  will  lose  much  of  this  highly  profitable  traffic. 

As  indicating  to  what  extent  the  steel  people  have  gone,  with 
respect  to  stimulating  business  and  traffic,  in  response  to  the  demand 
for  lower  cost  of  iron  and  steel.  I  can  state  without  qualification,  that 
we  have  no_t  only  liquidated  our  cost  of  production  over  40  per  cent, 
but  in  addition  thereto  have  liquidated  all  profit  in  production;  in  fact, 
most  of  us,  or  at  least,  those  of  us  who  are  entirely  dependent  upon  the 
common  carriers  for  freight  rate  protection,  are  making  current  losses 
of  such  a  substantial  nature  that  capital  investment  is  threatened 
unless  quick  relief  is  granted. 

Heretofore  not  only  railroad  executives,  but  the  union  railway 
labor  leaders  have  all  stoutly  insisted  upon  the  maintenance  of  war 
freights  and  war  wages,  the  railroad  executives  claiming  that  railway 
freight  rates  could  not  be  reduced  on  account  of  revenue  necessities: 
the  labor  leaders  maintaining  that  there  was  no  necessity  for  liquidat- 
ing labor.  The  public,  however,  in  no  uncertain  voice,  demands  a 
return  to  lower  values  in  support  of  lower  living  costs,  and  this 
demand  has  been  very  generally  met  hy  capital  and  labor  engaged 
outside  of  the  transportation  field,  and  this  same  public  will,  unques- 
tionably, insist  upon  capital  and  labor  engaged  in  transportation  mak- 
ing a  generous  contribution  to  cheaper  living  costs.  I  am  gratified 
to  observe  that  this  voice  has  finally  been  heard  and  that  a  10  per- 
cent reduction  in  freight  rates  on  farm  products  has  been  recom- 
mended by  railway  executives,  which,  while  the  amount  is  small,  is  a 
move  in  the  right  direction. 

If  relief  to  the  farmers  is  necessary  to  restore  normal  activity 
of  farm  products,  and  normal  prosperity  to  the  farmer,  it  is  equally 
important  to  consider  broad,  general  relief  measures  not  only  for  the 
iron  ore  trade,  but  generally,  the  iron  and  steel  trade,  because  our 
business  is  notably  a  "key"  industry,  and  to  a  large  extent,  the 
prosperity  of  many  other  industries  depends  upon  steel  prosperity 
and  steel  prices.  The  carriers,  themselves,  will  be  enormously  bene- 
fited by  cheaper  steel,  the  building  trade,  now  stagnated,  will  be 
quickened  into  greater  activity,  and  the  makers  of  agricultural 
machinery,  whose  plants  are  now  mostly  idle  because  the  farmers 
demand  cheaper  machinery,  will  be  enabled  to  resume  operations  on  a 
lower  cost  basis,  and  many  other  industries  dependent  upon  iron  and 
steel  likewise  stimulated  into  greater  activity.  On  the  other  hand, 
unless  rail  freight  reductions  are  made,  iron  and  steel  prices  must 
he  advanced,  because  we  cannot  Indefinitely  conduct  our  operations  at 
a  loss,  as  we  are  now  doing. 

Shippers  generally  realize  that  cost  of  conducting  transportation 
is  abnormal  and  must  be  liquidated,  otherwise,  normal  freights  cannot 
lie  re-established.  We  also  believe,  however,  that  the  railroads  should 
not  delay  a  start  towards  "normalcy."  but  should  immediately  revise 
their  commodity  schedules  as  much  as  possible.  If  this  revision 
involves  wage  i eductions,  make  them  effective,  as  lower  wages  gen- 
erally prevail  in  all  trades,  as  a  result  of  lower  living  costs  and  rail- 
way labor  should  not  be  exempt. 

The  Adamson  law.  as  a  war  measure,  may  have  been  justified, 
but  is  it  .Instilled  as  a  peaee  measure,  for  it  is  well-known  that  the 
effect  of  this  law  has  been  to  establish  a  basic  eight-hour  day.  rather 
than  eight  hours  of  work,  and  as  a  result,  does  not  shorten  the  day's 
work  but  dees  lengthen  the  dav's  j.av . 

Mr.  Topping  said,  on  cross-examination,  that  at  the  present 
price  of  foreign  ores.  Lake  Superior  ore  could  not  be  sold,  even 
as  far  west  as  Reading,  at  a  price  that  would  yield  more  than 
half  its  cost  of  production. 

Among  the  other   witnesses  on   the  second   day.   which   in- 
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eluded  several  executives  who  corroborated  Topping's  testimony, 
was  Dr.  C.  K.  Leith,  geologist  of  the  University  of  Wisconsin  and 
minerological  adviser  to  the  peace  conference.  He  said  that  the 
Menominee  range  was  not  as  yet  developed  to  10  per  cent  of  its 
potentialities  and  predicted  a  cessation  of  further  exploration  in 
that  part  of  the  upper  Michigan  peninsula  if  an  adjustment  of 
rates  were  to  be  made  against  that  range.  He  said  the  equality 
of  rates  between  the  Menominee  and  the  Gogebic  ranges  had 
existed  since  1898  and  that  the  character  of  ore  taken  from  the 
former  was  known  as  "high  phosphorous,"  the  uses  of  which  were 
somewhat  limited,  and  the  lower  selling  price  of  which  made  a 
favorable  rate  adjustment,  as  compared  with  other  Lake  Superior 
producing  ranges,  imperative. 

The  petition  of  intervention  of  the  producers  of  iron  ore 
on  the  Gogebic  range,  in  the  case  covering  iron  ore  to  the  upper 
lake  ports,  specifically  asked  for  a  rate  of  60  cents  a  ton  for 
the  movement  from  that  range  to  the  docks  at  Ashland.  The 
testimony  put  in  on  the  third  day  of  the  hearing,  December  9, 
by  G.  W.  Oliver,  railroad  analyst,  in  behalf  of  the  interveners, 
was  to  the  effect  that  a  40-cent  rate  would  be  amply  compen- 
satory for  the  service.  Mr.  Oliver  proceeded  on  the  assumption 
that  operating  costs  of  the  carriers  had  been  reduced  a  minimum 
of  15  per  cent  in  September  of  this  year  as  compared  to  the 
year  1920. 

"Wages,"  he  said,  "were  reduced  12  per  cent  by  the  Labor 
Board  last  July,  and  when  the  changes  in  working  conditions 
are  considered,  it  is  fair  to  say  that  the  labor  costs  of  the  car- 
riers have  been  reduced  at  least  15  per  cent.  It  is  generally 
conceded  that  labor  represents  60  per  cent  of  the  cost  of  opera- 
tion, and  the  reductions  made,  therefore,  amount  to  9  per  cent 
of  the  total.  On  miscellaneous  commodities — such  as  iron  and 
steel,  lumber,  etc. — which  represent  20  per  cent  of  the  total 
expenses,  the  reductions  average  25  per  cent,  or  7  per  cent  of 
the  total.  Thus  we  have  a  reduction  of  16  per  cent,  slightly 
in  excess  of  my  estimate,  without  considering  material  reduc- 
tions in  fuel." 

On  the  basis  of  such  reductions,  the  witness  said,  it  costs 
the  Soo  Line  and  the  North  Western  26  cents  to  haul  a  ton  of 
ore  from  the  Gogebic  range  to  Ashland.  To  this  he  added  10 
cents  for  dockage,  allowing  a  4-cent  margin  to  make  up  the 
40-cent  rate.  He  said  that  on  an  average  train  of  65  cars  of  ore 
the  train-mile  revenue  would  be  ?13.58.  or  nearly  2%  times  the 
train-mile  revenue  received  by  the  North  Western  on  all  traffic. 
Even  assuming,  he  said,  that  the  cost  of  hauling  ore  was  as 
much  in  excess  of  the  cost  of  hauling  average  traffic  as  the 
operating  costs  of  the  Duluth,  Missabi  &  Northern,  which  han- 
dles ore  almost  exclusively,  is  in  excess  of  the  operating  costs 
on  the  North  Western,  there  would  still  remain  a  comfortable 
margin  under  the  40-cent  rate. 


ORE  CHARGES  AT  LAKE  PORTS 

The   Traffic   World    Washington  Bureau 

Railroads  have  declined  for  the  present  to  make  a  reduction 
of  28  per  cent,  as  had  been  requested,  in  charges  for  handling 
iron  ore  at  lower  lake  ports.  Shippers  and  consumers  had  sought 
this  out  in  handling  charges  so  that  the  relationship  between 
ore  freight  rates  and  dock  handling  charges  would  be  re- 
established, the  rates  from  lower  lake  ports  having  been  re- 
duced 28  per  cent.  This  reduction  restored  those  existing  prior 
to  the  increase  of  40  per  cent  made  in  Ex  Parte  74. 

Refusal  of  the  railroads  to  reduce  the  dock  handling  charges 
came  as  a  surprise.  The  question  was  recently  considered  by 
the  ore,  coke  and  coal  committee  of  the  railroads,  which  had 
approved  the  reduction  and  it  was  then  believed  the  railroads 
would  put  it  into  effect.  Instead  the  railroad  executives  con- 
cluded to  postpone  action  regarding  dock  handling  charges  until 
March  31,  1922,  to  which  time  they  have  asked  for  permission  to 
extend  the  reduced  ore  rates. 

The  action  of  the  railroads  in  asking  for  permission  to  ex- 
tend the  lowered  ore  rates  to  March  31  from  January  1,  the 
date  they  would  have  automatically  reverted  to  the  old  rates 
had  the  extension  not  been  made,  is  of  no  particular  importance 
in  itself,  according  to  consuming  blast  furnace  interests.  They 
point  out  that  inasmuch  as  the  lake  season  is  closed  the  only 
ore  to  which  these  lowered  rates  will  apply  is  that  on  docks 
and  it  could  be  transported  before  January  1  so  that  extension 
of  the  period  really  did  not  affect  this  movement,  but  it  is  be- 
lieved that  the  willingness  of  railroads  to  extend  the  time 
actually  means  that  no  attempt  will  be  made -to  restore  old 
rates.  It  is  evident  that  if  such  a  moVe  is  attempted  it  would 
be  vigorously  opposed  by  the  iron  and  steel  trade.  Moreover, 
the  date  is  so  distant  that  it  is  realized  that  many  changes  in 
transportation  rates  are  likely  to  be  made  and  that  the  lowered 
rates  perhaps  will  be  established  permanently.  The  tariffs 
originally  provided  for  cancellation  of  the  reduced  rates  on  Janu- 
ary 1  and  by  reason  of  this  the  movement  of  dock  ore  was  stimu- 
lated more  than  is  ordinarily  the  case,  but  now  that  the  period 
has  been  extended  it  is  believed  that  shipping  orders  will  be  with- 
held somewhat  until  some  period  of  extension  has  expired. 

The  dock  ore  to  be  moved  will  not  be  great  in  any  event 
from  a  relative  point  of  view.  The  ore  tonnage  this  year  from 


the  Lake  Superior  mines  was  lighter  than  at  any  time  since 
1904,  amounting  to  only  22,300,726  gross  tons,  as  compared  with 
21,226,591  tons  moved  .by  water  in  1904.  The  shipments  of  1921 
represented  a  decrease  of  61.89  per  cent,  or  36,226,500  tons  under 
those  of  last  year,  which  totaled  58,527,226  tons.  The  highest 
record  was  in  1916,  when  water  shipments  totaled  64,734,198 
tons. 

On  the  average  the  ratio  between  dock  and  direct  ore  is 
20  and  80,  respectively,  so  that,  roughly,  it  may  be  estimated 
that  the  ore  shipments  moving  under  reduced  rates  will  not 
exceed  5,000,000  tons.  Figuring  that  the  average  rate  reduc- 
tion was  25c  per  ton,  the  loss  of  revenue  to  the  carriers,  grant- 
ing that  the  same  quantities  of  ore  would  have  moved  under  the 
old  rate,  will  be  approximately  $1,250,000. 


RATES  ON  ORE  AND  FUEL 

The   Traffic   World    Washington  Bureau 

The  complaint  of  the  lake  front  furnace  men  against  the 
situation  caused,  as  to  them,  by  the  reduction  in  ore  rates  with- 
out a  corresponding  cut  in  rates  on  fuel,  has  been  completed. 
It  will  probably  attract  more  than  ordinary  attention  among 
practitioners  at  the  bar  of  the  Commission  because  it  will  raise, 
not  in  itself,  but  indirectly,  the  question  whether  the  rates  on 
fuel  can  be  condemned  as  unreasonable  because  the  rates  on 
iron  ore  have  been  reduced  for  competitors  of  the  complainants, 
but  the  complainants  have  had  no  relief  from  the  costs  caused 
by  the  fact  that  their  fuel  and  ore  rates  are  on  the  level  caused 
6y  Ex  Parte  No.  74,  while  the  ore  rates  of  their  competitors 
have  been  restored  to  the  level  preceding  that  case. 

When  the  fact  that  such  a  complaint  would  be  filed  was 
first  made  known  the  inclination  of  many  well  informed  men  was 
to  suggest  that  the  complainants  would  have  a  hard  time  per- 
suading the  Commission  there  was  anything  wrong  with  the 
fuel  rates  because  the  rates  on  ore  had  been  reduced.  Since 
that  time,  however,  there  has  been  a  digging  into  the  earlier 
reports  of  the  Commission  with  the  result  that  comparisons  of 
the  kind  that  will  have  to  be  made  in  the  trial  of  the  fuel 
complaint  probably  will  not  be  required  as  either  novel  or 
far  fetched. 

In  a  brief  on  No.  12601,  Riverside  Coal  Company  et  al.  vs. 
Ohio  &  Kentucky  Railway,  Louisville  &  Nashville  et  al.,  Francis 
B.  James,  counsel  for  the  lake  front  furnaces,  brought  forward 
opinions  by  the  Commission,  written  by  such  men  as  Cooley, 
Bragg,  Schoonmaker,  Prouty  and  Clements,  tending  to  show 
'that  comparisons  of  rates  on  different  commodities,  to  show 
the  unreasonableness  of  the  rates  on  a  particular  commodity, 
are  not  absurd,  even  if  there  can  be  no  competition  between 
the  commodities. 

Chairman  Cooley,  in  2  ICC,  265,  pointed  out  that  seldom  can 
unreasonableness  of  a  rate,  "in  and  of  itself,"  be  shown.  He 
said  it  was  not  the  theory  of  the  act  to  regulate  commerce  that 
the  reasonableness  of  .rates  was  to  be  determined  without  taking 
others  into  account.  He  said  that  while  the  act  did  not  require 
all  rates  to  be  proportional,  "it,  nevertheless,  makes  the  element 
of  proportion  an  important  one  when  the  rates  for  any  locality 
are  to  be  determined."  According  to  the  lake  front  furnace 
people,  the  rates  on  fuel  to  their  furnaces  are  rates  to  a  locality, 
just  as  definite  as  if  all  the  lake  front  furnaces  were  within 
the  confines  of  a  given  locality. 

Another  case  on  which  considerable  reliance  will  be  placed 
is  that  of  Ttleston  Milling  Co.  v.  Northern  Pacific,  8  ICC,  346,  in 
which  Commission  Prouty  said:  "A  rate  can  seldom  be  con- 
sidered 'in  and  of  itself.'  It  must  be  taken  almost  invariably  in 
relation  to  and  in  connection  with  other  rates.  The  freight 
rates  of  this  country,  both  upon  different  commodities  and 
between,  different  localities,  are  largely  interpedendent  and  it 
is  the  fact  that  they  do  not  bear  a  proper  relation  to  one  an- 
other, rather  than  the  fact  that  they  are  absolutely  either  too 
high  or  too  low,  which  most  often  gives  occasion  for  complaint." 

A  phase  of  the  controversy  between  the  lake  front  furnace 
interests  and  the  furnaces  at  interior  points  such  as  Pittsburgh 
and  Bethlehem,  came  before  division  No.  2  at  an  informal  con- 
ference December  7.  Commissioners  Daniels.  Each  and  Campbell 
met  the  representatives  of  the  two  wings  in  the  iron  and  steel 
industry  and  the  railroads  to  hear  what  the  lake  front  furnace 
men  had  to  urge  against  the  program  of  the  railroads,  which  is 
backed  by  the  interior  furnace  interests. 

That  program  calls  for  an  extension  of  the  reduced  rates  on 
iron  ore  from  December  31,  their  expiration  date,  to  March  31. 
Some  of  the  railroads  filed  tariffs,  making  the  extension  on 
statutory  notice,  while  others,  not  able  to  prepare  tariffs,  have 
asked  for  sixth  section  permission. 

Francis  B.  James,  speaking  for  the  lake  front  furnace  inter- 
ests, made  protests  against  the  extension  unless  at  the  same 
time  cuts  'be  made  on  coal  and  coke.  Commissioner  Daniels 
asked  the  railroads  why  they  had  cut  the  rates  on  ore  only  when 
they  desire  to  give  relief  to  the  stagnant  iron  and  steel  industry. 
W.  S.  Kallman,  for  the  New  York  Central,  said  that  the  cut  was 
limited  to  ore  because  the  railroads  could  not  limit  reductions  on 
coal  and  coke  to  the  fuel  used  in  making  pig  iron.  Ore  was  the 
only  raw  material  on  which  they  could  make  reductions  the 
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benefits  of  which  would  be  limited  to  the  industry  Intended  to 
l»'  helped. 

torn  Pennsylvania  and  Pittsburgh  district  furnace  inter- 
ests protested  against  the  linking  up  of  the  ore  and  fuel  rates 
as  James  was  trying  to  link  them.  The\  wanted  the  ore  rates 
considered  by  themselves.  The\  called  allenlicm  in  Ihe  lac! 
ilie  Cdimiiissidii.  \ears  ago,  had  cdiKleiiined  the  theory  "I 
(he  railroads  that  they  were  at  liberty  to  make  assembling  rates 
fin-  the  raw  ma  ;>••  ials  entering  into  Ihe  making  of  pig  iron. 


COAL  TARIFFS  SUSPENDED 

The   Traffic    H'orld    H'ashington  Bureau 

In  Li.  and  S.  No.  1440  the  c'oiiuiiission  has  suspended,  from 
December  5  to  April  4,  supplement  No.  11  to  Missouri  Pacific 
I.  ('.  C.  A-4891,  thereby  holding  up  a  reduction  in  rates  on  coal 
from  mines  in  southern  Illinois  to  destinations  in  Louisiana, 
Arkansas  and  Texas  The  suspension  was  made  at  the  request 
<if  mine  operators  in  Alabama.  The  protestants  claimed  that  if 
the  supplement  were  allowed  to  become  operative  it  would  break 
a  relationship  of  rates  OK  coal  from  the  competing  mines  in 
the  Birmingham  district  and  from  mines  in  southern  Illinois 
which  probably  would  cause  the  crumbling  of  the  competitive 
coal  rate  adjustments  not  only  from  the  districts  directly  In- 
volved but  also  from  all  the  other  districts  south  of  the  Ohio 
to  the  states  mentioned. 

The  Missouri  Pacific  proposed  reductions  ranging  from  10.G 
cents  per  ton  at  McGehee,  Ark.,  and  Monroe,  La.,  to  54  cents 
per  ton  at  Tyler,  Tex.  The  cut  at  Lake  Charles,  La.,  would 
t>e  34  cents.  In  justification  of  its  act  the  Missouri  Pacific  said 
that  while  perhaps  the  average  distance  from  the  southern 
Illinois  mines  to  some  of  the  destinations  involved  might  be 
greater  than  the  average  from  the  Alabama  mines,  the  former, 
n  many  instances,  have  the  advantage  in  mileage.  It  asserted 
also  that  the  southern  Ilinois  mines  have  one  advantage  which 
is  generally  given  considerable  weight;  they  can  ship  over  a 
single  line  or  over  one  long  trunk  line  and  one  short  line  while 
the  Alabama  mines,  to  many  of  the  destinations,  have  two,  three 
and  even  four  line  hauls. 

In  behalf  of  the  Alabama  mines  it  was  urged,  in  the  corres- 
pondence before  the  supplement  was  suspended,  that  to  points 
north  of  the  Vicksburg,  Shreveport  &  Pacific,  the  Commission  said 
the  rates  from  Alabama  mines  should  be  15  cents  less  than  from 
the  southern  Illinois  mines,  and  to  points  south  of  that  railroad, 
25  cents  per  ton.  The  Commission  thought  enough  of  the  con- 
tentions of  the  Alabama  operators  to  suspend  the  tariffs  pending 
an  investigation,  even  as  it  suspended  the  Ford  tariffs  on  the. 
ground  that,  on  their  face,  they  seemed  to  break  down  the 
relationship  adjustment  prescribed  by  it  for  the  competing  mines 
of  Ohio,  Pennsylvania  and  West  Virginia  and  the  mines  in  other 
states  that  would  be  affected  by  the  prescription. 

This  is  the  second  suspension  of  coal  rates  that  has  taken 
place  in  the  last  few  months  on  the  ground  that  the  reduced 
rates  would  break  down  adjustments,  and,  presumably,  lead  to 
rate  wars  that  would  be  harmful  to  both  carriers  and  miners. 
Under  the  power  given  in  the  transportation  act,  the  Commis- 
sion has  power  to  prescribe  minimum  rates,  so  that  it  is  not 
absolutely  necessary  to  show  that  the  Missouri  Pacific  and 
Detroit,  Toledo  &  Ironton  rates  would  result  in  unlawful  dis- 
crimination or  undue  prejudice  before  the  power  of  the  Commis- 
sion can  be  exerted  to  prevent  the  proposed  reductions.  It  can 
forbid  lowering  of  rates  to  prevent  the  breaking  of  adjustments 
or  to  prevent  losses  of  revenue.  The  Commission,  under  the 
new  law  has  almost,  if  not,  the  power  to  substitute  its  own 
judgment  for  that  of  the  managers  of  a  railroad  in  such  matters, 
and  compel  them  to  charge  rate&  which,  in  their  judgment,  are 
too  high. 


PETROLEUM    REDUCTIONS 

The  Traffic  World  Washington  Bureau 

Kelly  tariffs  making  a  3.5  cent  reduction  on  petroleum  and 
products,  effective  January  1,  have  been  received  at  the  Com- 
mission. The  reductions  apply  in  Central  Territory  and  from 
that  territory  to  Eastern  and  Seaboard  territories.  They  will 
have  the  effect  also  of  making  a  similar  reduction  from  mid- 
continent,  Louisiana,  and  Texas  fields  to  points  east  of  the  Illinois- 
Indiana  line,  because  rates  from  them  are  combinations  on  Mis- 
sissippi crossings  or  Chicago. 

Filing  of  the  Kelly  tariffs  (I.  C.  C.  No.  1175  and  supplement 
No.  G  to  his  I.  C.  C.  1107,  effective  January  1)  meant,  it 
is  nelieved,  a  nation-wide  cut  in  rates  on  that  class  of  commodi- 
ties. It  meant  that,  even  if  they  were  not.  followed  by  any  other 
tariffs,  because  rates  from  the  mid-continent,  Louisiana  and 
Texas  fields  are  made  by  combination  on  the  Mississippi  or 
Chicago.  There  are  a  few  joint  rates  from  mid-continent  points 
of  origin  to  destinations  east  of  the  Mississippi  but  west  of 
Chicago  rate  points,  but  as  a  rule  the  rates  to  points  east  of 
Chicago  rate  points  are  made  on  combination.  Therefore,  the 
reduction  of  3.5  cents  will  be  reflected  in  rates  from  the  mid- 
continent  and  other  fields  regardless  of  what  may  be  done  with 

within  Western   Classification   territory. 
Also,   regardless   of   what    the   carriers   may   do   with    rates 


wiihin  Kiistern  Trunk  Line  territory,  the  cut  made  by  the  Cen- 
tral Freight  Association  lines  will  be  reflected  In  that  territory. 
Ignoring  of  the  reduction  made  by  the  Central  Freight  Associa- 
tion lines  on  the  part  of  the  pastern  trunk  lines  would  have 
the  effect  of  creating  fourth  section  violations  on  traffic  from 
points  of  origin  immediately  went  of  PiftHburgh-Hiiffalo  line  to 
destinations  ea.,1  thereof. 

This  reduction  was  in  contemplation  before  the  conferences 
that  resulted  in  the  adoption  of  the  plan  for  a  ten  per  cent 
lowering  of  rates  on  the  agricultural  list  was  adopted  at  New 
York  November  16.  For  a  while  It  was  feared  the  adoption  of 
that  plan  to  satisfy  the  public  clamor  for  lower  rates  would 
cause  the  reduction  on  petroleum  and  its  products  to  be  cast 
aside.  The  filing  of  tariffs  by  Kelly,  however,  showed  that  those 
fears  were  not  justified. 

A  large  section  of  the  petroleum  industry  has  been  fighting 
for  a  reduction  ever  since  Director-General  McAdoo,  In  the 
summer  of  1918,  commuted  the  25  per  cent  increase  Into  a  flat 
increase  of  4.5  cents  per  100  pounds,  under  which  the  refiners 
in  the  East  had  additions  in  percentage  to  their  comparatively 
short-haul  rates,  while  the  refiners  in  the  mid-continent  and 
other  western  fields  had  their  increase  held  to  a  maximum  of 
4.5  cents,  which  constituted  only  a  small  percentage,  relatively 
speaking,  of  the  total  rate.  The  filing  of  the  tariffs,  therefore, 
was  taken  as  evidence  of  the  success  of  that  part  of  the  indus- 
try which  has  only  short  hauls  on  the  outbound  refined  products. 
Advocates  of  the  4.5-cent  commutation  justified  it  on  the  ground 
that  the  refiners  in  the  East  use  pipe  lines  in  getting  all  their 
crude  and,  to  a  large  extent,  pipe  lines,  barges  and  motor  trucks 
for  the  distribution  of  a  large  percentage  of  their  refined  prod- 
ucts and  that,  therefore,  the  railroads  should  think  relatively 
little  about  them,  because  they  were  not  patrons'  in  the  same 
degree,  of  the  railroads,  as  those  shipping  from  refineries  in  the 
West. 


COAL  PRODUCTION  REPORT 

The   Traffic   World    Washington  Bureau 

"Production  of  soft  coal  in  the  week  ended  November  26 
dropped  to  7,083,000  net  tons,"  the  Geological  Survey  said  in  its 
current  coal  report.  "The  decrease  of  1,811,000  tons  below  the 
output  of  the  week  preceding  was  due  chiefly  to  the  occurrence 
of  Thanksgiving  Day,  but  also  to  slackening  demand  for  coal." 

Preliminary  telegraphic  returns  for  the  week  November  28- 
December  3,  indicated  a  further  decrease  in  production,  the  Sur- 
vey said..  The  total  car  loadings  for  November  28  and  29  were 
48,870  cars,  which  was  smaller  than  on  the  corresponding  days 
of  any  week  since  last  July. 

The  year  1921,  according  to  the  report,  is  roughly  45,000,000 
tons  behind  1919,  123,000,000  tons  behind  1920,  and  about  144,000,- 
000  tons  behind  the  average  of  the  war  years,  the  1921  produc- 
tion being  given  as  372,106,000  tons. 

"Before  concluding,  however,  that  this  subnormal  produc- 
tion forecasts  a  shortage  in  the  future,"  the  Survey  said,  "the 
great  decrease  in  consumption,  which  has  followed  the  business 
depression  must  be  kept  in  mind.  From  the  evidence  now  at 
hand  it  appears  that  the  decline  in  output  has  been  offset  by  a 
cut  in  requirements,  and  that  consumers'  stocks  today  are  no 
smaller  than  they  were  a  year  ago. 

"The  all-rail  movement  of  bituminous  to  New  England  con- 
tinued to  decline  in  the  week  ended  November  26.  There  was 
a  slight  improvement  in  anthracite  shipments.  A  total  of  3,184 
cars  of  anthracite  and  2,928  cars  of  bituminous  were  forwarded 
through  the  six  rail  gateways  over  the  Hudson.  When  com- 
pared with  the  week  preceding,  this  shows  an  increase  of  187 
cars  of  anthracite  and  a  decrease  of  94  cars  of  bituminous, 
Bituminous  shipments  were  only  about  sixty-two  per  cent  of 
those  in  the  corresponding  week  of  1920. 

"An  increase  in  tonnage  consigned  to  New  England  brought 
the  total  handled  at  Hampton  Roads  piers  during  the  week  ended 
November  26  back  to  the  level  of  the  first  half  of  the  month.  The 
total  dumped  was  274,498  net  tons,  of  which  174,965  tons  was 
cargo  coal  for  New  England.  Exports  continued  to  decline, 
reaching  the  low  point  of  32,576  tons. 

"The  movement  of  soft  coal  from  Lake  Erie  ports  improved 
somewhat  in  the  week  ended  November  27.  Reports  from  the 
Ore  and  Coal  Exchange  show  that  a  total  of  346,705  net  tons  was 
dumped.  In  comparison  with  tht  week  preceding  this  was  an 
increase  of  73,136  tons.  Of  the  total  dumpings,  335,949  tons  were 
cargo  coal  and  10,756  tons  were  vessel  fuel. 

"The  cumulative  dumpings  during  the  present  season  now 
stand  at  22,972,280  net  tons." 

An  inventory  of  coal  stocks  as  of  November  1,  taken  jointly 
by  the  Department  of  Commerce  and  the  Geological  Survey, 
shows  that  there  was  at  that  date  a  total  of  about  47,400,000 
tons  of  coal  in  the  hands  of  consumers,  or  approximately  43  days' 
supply.  This  compares  with  stocks  as  high  as  63,000,000  tons 
in  the  past.  The  estimated  average  number  of  days  supplies  in 
various  consumers  hands  are  as  follows:  Railways,  29  days;  steel 
plants  and  coke  industry,  42  days;  other  industries,  67  days; 
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gas  works,  87  days;  electric  public  utility,  54  days;  coal  dealers, 

47  days. 

It  must  be  borne  in  mind  that  these  are  averages  and  1 
many  individual  industries  and  dealers  are  far  below  the  aver- 
age, the  Department  of  Commerce  said.    The  next  inventory  will 
be  as  at  January  1. 

ILLINOIS    CEMENT    RATES 

Hearing  in  130G1,  Universal  Portland  Cement  Co.  vs.  A.  T. 
&  S.  F.  et  al.,  in  which  Indiana  cement  interest  complained 
against  discrimination  alleged  to  exist  on  account  of  the  low 
level  of  cement  rates  existing  intrastate  in  Illinois  as  compared 
with  the  interstate  rates,  scheduled  before  Examiner  Hosmer  in 
Chicago,  December  5,  was  postponed  at  the  request  of  H.  M. 
Slater,  rate  expert  for  the  Illinois  Commission,  who  said  that  a 
conference  between  opposing  parties  would  be  held  and  that  a 
settlement  might  result. 

The  largest  item  the  state  of  Illinois  has  to  pay  for  roail- 
building  is  the  freight  on  the  material  used,  which  amounts  to 
$G,500  per  mile  of  road,  said  Mr.  Slater,  speaking  for  the  Illinois 
department  of  public  works  and  buildings,  at  the  conference 
held  immediately  after  the  postponement  of  the  hearing.  Rail- 
road traffic  men  were  not  disposed  to  accept  his  estimate,  how- 
ever, without  substantiating  cost  figures. 

The  complaint  of  the  Universal  Company  asked  for  a  revision 
of  the  Illinois  intrastate  rates  on  cement  to  remove  alleged  dis- 
crimination against  interstate  shippers.  Several  Indiana  and 
Missouri  producers  intervened  on  behalf  of  the  complainants, 
and  a  number  of  Illinois  producers  iii  opposition.  Slater  said 
that  the  state  of  Illinois  had  a  road  building  program  laid  out 
for  1922  which  contemplated  the  use  of  over  4,000,000  barrels  of 
cement,  and  that  the  estimates  had  been  made  on  the  basis  of 
the  existing  Illinois  cement  rates.  He  said  any  increase  in 
those  rates  would  mean  a  curtailing  of  the  program. 

Two  propositions  were  submitted  for  the  consideration  of 
the  carriers,  the  first  being  that  they  apply,  interstate,  rates  on 
the  basis  of  the  1914  rates  plus  2  cents  and  35  per  cent.  The 
second  involved  the  application  of  the  so-called  scale  1  rates, 
prescribed  by  the  Commission  for  application  in  Mississippi  River 
territory,  also  plus  2  cents  and  35  per  cent.  Under  both  of  these 
options,  Slater  proposed  that  individual  discriminations  be  re- 
moved by  adjusting  the  interstate  to  the  intrastate  rate. 

The  cement  interests,  for  the  most  part,  declined  to  state 
their  position  on  either  of  the  options.  Railroad  representatives 
pointed  out  that  the  proposals  would  not  be  of  much  value  to 
the  carriers  unless  the  feeling  of  the  producers  was  definitely 
known.  They  did  not  propose,  they  said,  to  put  in  a  new  set  of 
rates  only  to  have  them  immediately  attacked.  So  far  as  the 
carriers  themselves  were  concerned,  they  favored  the  second  pro- 
posal as  much  as  they  favored  either,  because  it  would  involve 
less  loss  of  revenue,  the  scale  1  rates  being  somewhat  higher 
than  the  1914  rates. 

It  was  finally  agreed  that  the  state  of  Illinois  was  to  pre- 
pare the  two  propositions  in  writing  and  obtain,  as  far  as  nos- 
sible,  expressions  of  opinion  from  producers,  also  in  writing, 
which  would  then  be  submitted  for  consideration  to  the  execu- 
tives of  the  roads  involved.  Since  hearing  on  the  postponed  case 
has  been  tentatively  set  for  January  3,  it  is  expected  that  the 
written  propositions  will  be  submitted  within  a  week  or  ten  days. 


PRINTING  AND  WRAPPING  PAPER  RATES 

The  rates  on  printing  and  wrapping  paper  for  application  on 
tonnage  moving  from  mills  in  the  Fox  River  and  Northern  Wis- 
consin producing  groups  to  points  in  Wisconsin,  Iowa,  Illinois 
and  Indiana,  as  proposed  by  W.  B.  Hurlbut,  traffic  manager  of 
the  Wisconsin  Traffic  Association,  and  which  he  asked  the  Com- 
mission to  prescribe  in  lieu  of  the  increased  rates  put  in  by  the 
carriers  last  April  in  an  effort  to  comply  with  the  Commission's 
order  to  remove  discrimination  against  the  Michigan  producers, 
were,  he  said,  uniformly  over  50  per  cent  in  excess  of  what  he 
called  the  "pre-war"  rates.  He  explained  a  pre-war  rate  as  being 
one  which  had  not  been  effected  by  General  Order  28  and  Ex 
Parte  74. 

"For  an  industry  such  as  ours,"  said  Mr.  Hurlbut  at  the  hear- 
ing on  No.  12986,  Wisconsin  Traffic  Association  vs.  Algoma 
Central  and  Hudson  Bay  et  al.,  before  Examiner  Howard  Hosmer, 
in  Chicago,  December  2,  "which  has  enjoyed  practically  the 
same  scale  of  rates  for  20  years,  and  which  furnished  on  an 
average  of  500,000  tons  outbound  a  year  while  using  nearly  four 
times  that  much  inbound,  to  be  required  to  pay  rates  which  are 
in  some  instances  as  much  as  70  per  cent  higher  than  the  war 
rate,  is  not  fair.  We  think  that  we  are  very  liberal  when  we 
propose  that  we  pay  the  carriers  rates  on  a  commodity  that  is  in 
every  way  an  ideal  article  for  transportation  that  are  from  50 
to  60  per  cent  in  excess  of  the  pre-war  rate." 

The  rates  which  Mr.  Hurlbut  proposed  were  specific  and, 
for  the  most  part,  agreed  with  those  proposed  by  the  Wisconsin 
shippers  in  the  consolidated  paper  cases  heard  last  spring.  He 
said  that  they  yielded  ton  mile  earnings  as  high  as  18.1  mills. 
Book  paper,  he  said,  had  fallen  in  price  42.5  per  cent  and  wrap- 
ping paper  46.4  per  cent  within  the  last  year,  and  the  industry 


in  Wisconsin,  which  employed  normally  over  28,000  people,  was 
in  consequence  in  a  very  bad  shape. 

The  carriers  objected  strenuously  to  Mr.  Hurlbut's  proposal. 
They  said  that,  since  the  Commission  has  prescribed  certain  dif- 
ferentials beyond  which  they  could  not  go  in  fixing  the  Michigan 
rates,  to  accept  the  proposal  of  the  Wisconsin  shippers  would 
mean  the  cutting  of  the  Michigan  rates. 

"Your  real  complaint,"  said  J.  N.  Davis,  appearing  for  the 
western  lines,  "is  against  the  method  which  the  carriers  used 
in  complying  with  the  Commission's  order  in  No.  9987.  You 
think  we  should  have  lowered  the  Michigan  rate  instead  of  rais- 
ing the  Wisconsin.  Do  you  not?" 

"I  think,"  answered  the  witness,  "that  you  should  have  done 
a  little  of  each.  I  do  not  think  it  was  fair  for  you  to  put  the 
whole  burden  or  the  readjustment  upon  the  Wisconsin  producers 
who  have  never  before  complained  of  the  rates  they  had  to  pay, 
and  who  have  always  been  very  fair  to  the  railroads." 

James  F.  Dougherty,  traffic  manager  for  the  Michigan  Paper 
Mills  Traffic  Association,  interveners,  said  that  the  carriers  could 
well  afford  to  reduce  the  Michigan  rates  somewhat.  He  said 
that  those  rates  were  at  present  on  a  sixth  class  basis,  and  that 
except  for  limited  Ohio  producing  territory,  they  were  the  only 
ones  so  adjusted  now  in  effect. 

"It  is  a  fact,  is  it  not,  Mr.  Dougherty,"  asked  D.  P.  Connell, 
attorney  for  the  C.  F.  A.  lines,  "that  you  think  all  the  rates  on 
paper  are  too  high?" 

"Considering  the  present  state  of  the  paper  business,"  said 
the  witness,  "I  think  that  is  true." 

The  rates  that  the  carriers  put  in  to  comply  with  their  under- 
standing of  what  the  Commission  ordered  in  docket  No.  9987 
were  made  in  good  faith,  according  to  several  railroad  witnesses 
who  testified  on  the  second  day  of  the  hearing,  December  :;. 
Had  they  done  anything  else  in  their  effort  to  remove  the  dis- 
crimination which  the  Commission  said  existed  against  Kalamo- 
zoo  and  other  Michigan  points,  it  would  have  meant  a  curtailing 
of  revenue  that  the  carriers  could  not  afford,  they  said.  A.  F. 
Cleveland,  for  the  North  Western,  and  E.  W.  Soergel,  for  the  St. 
Paul  road,  maintained  that  the  rates  as  increased  for  application 
from  Wisconsin  producing  points  of  printing  and  wrapping  paper 
were  reasonable.  Rate  comparisons  were  introduced  which  they 
thought  proved  the  point.  Soergel  said  that  on  the  C.  M.  &  St. 
P.  alone  the  rates  proposed  by  the  complainants  would  mean,  if 
they  were  put  into  effect,  a  loss  of  revenue  in  excess  of  $90.000 
annually. 

He  said  that  the  carriers  were  prepared  to  admit  that  the 
paper  business  was  poor,  but  maintained  that  the  same  was  true 
in  other  industries,  particularly  in  the  railroad  business.  Fig- 
ures for  net  earnings  for  the  railroads  showing  decided  improve- 
ments during  the  past  few  months  were,  he  said,  somewhat  mis- 
leading, because  usually  nothing  was  said  about  the  curtailing 
of  maintenance  work  which  would  have  to  be  done  at  some 
future  time. 

As  to  the  rates  on  printing  and  wrapping  paper  from  Wis- 
consin, he  said  they  were  in  many  cases  less  than  reasonable  and 
showed  that  for  similar  distances  the  rates  from  Michigan  and 
from  eastern  producing  territories  were  higher.  This,  he  said, 
in  spite  of  the  fact  that  operating  conditions  were  admittedly 
better  in  the  east  than  in  Wisconsin,  and  the  traffic  density  in 
the  latter  state  much  lower  than  in  C.  F.  A.  territory.  He  also 
pointed  out  that  from  northern  Wisconsin  the  rates  to  Ohio,  New 
York  and  Pennsylvania  were  actually  lower  than  from  the  nearer 
Michigan  producing  points. 

COMMISSION    ORDERS 

The  California  Redwood  Association  has  been  permitted  to 
intervene  in  No.  13211,  West  Coast  Lumbermen's  Association  et 
al.  vs.  Abilene  &  Southern  et  al. 

The  Sterling  Salt  Company  has  been  permitted  to  intervene 
in  No.  13222,  American  Salt  &  Coal  Co.  vs.  A.  T.  &  S.  F.  et  al., 
13222  Sub.  No.  1,  Bevis  Rock  Salt  Co.  vs.  Same,  and  13223,  Royal 
Salt  Co.  vs.  Same.  The  Public  Utilities  Commission  for  the  state 
of  Kansas  has  also  'been  permitted  to  intervene  in  the  last  men- 
tioned case. 

The  Commission  has  reopened  I.  and  S.  1251,  fuel  wood, 
pulp  wood  and  wood  bolts  between  north  Pacific  coast  points, 
for  further  hearing  on  the  question  of  whether  the  order  entered 
March  26  shall  be  modified  with  respect  to  the  units  to  which 
the  rates  on  fuel  wood  therein  prescribed  shall  apply. 

On  petition  of  rehearing  filed  by  the  Bay  Terminal  Railroad 
Co.  the  Commission  has  reopened  for  further  hearing  No.  4181. 
second  industrial  railways  case,  Lake  Erie  &  Fort  Wayne  Rail- 
road Co.  et  al.,  with  respect  to  the  rules  and  charges  for  the  use 
and  detention  of  foreign  cars  on  the  lines  of  the  Bay  Terminal 
Railroad  Co.,  Lake  Erie  &  Ft.  Wayne  Railroad  Co.,  Lakeside  K 
Marblehead  Railroad  Co.,  and  Valley  Railroad  Co. 


PETITIONS    FOR    REHEARING 

Complainant  in  No.  13024,  Henry  W.  Somers  vs.  New  York, 
Ontario  &  Western  et  al.,  has  asked  for  a  reopening  of  that  case. 

Complainants  in  No.  12423,  Armour  &  Co.,  Armour  &  Co. 
of  Kentucky  vs.  Atlantic  Coast  Line  ot  al.,  have  asked  for  ;i 
further  hearing. 
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RAILROAD-STEAMSHIP  CONTRACTS 

Thi  Traffic   World   Washington  Bureau 

I lfiiriii.it  was  IK  Id  1  ifi-f nilicr  1  before  Commissioners  Thomp- 
son. I'lummiT  and  I. issuer  ol  Ihc  Shipping  Board  on  the  con- 
tracts :mil  agreements  between  American  railroads  and  steamship 
roiiipnnies  opemtinE;  ships  in  foreign  commerce  under  foreign 
Hags.  In  opening  the  hearing,  Commissioner  Thompson  said: 

•  \ny  exclusive  or  preferential  contract  or  agreement  betwi  in 
atn  American  railroad  and  any  foreign  flag  shipping  company 
is  :i  menace  to  the  success  of  ships  operating  under  the  flag 
of  the  1'nited  States.  The  resulting  effect  is  the  diversion  of 
American  commerce  to  the  ships  of  other  nations  operating  in 
competition  with  our  own.  Section  28  of  the  merchant  marine 
art.  1JI20,  clearly  defines  the  intent  of  Congress  that  American 
railroads  be  preferential  feeders  of  tonnage  for  American  ships. 
Yet  it  is  of  record  before  the  United  States  Shipping  Board 
that  a  number  of  railroads  in  the  United  States  have  such 
exclusive  or  preferential  contracts  with  foreign  flag  shipping 
companies  in  direct  conflict  with  the  spirit  of  the  American 
Congress. 

"It  is  also  of  record  that  more  than  two  and  one-half  million 
tons  of  cargo  were  interchanged  last  year  between  these  rail- 
roads and  ships  operating  under  the  flag  of  nations  other  than 
the  United  States.  This  is  a  condition  admittedly  requiring 
correction,  recognizing  the  full  force  and  effect  of  the  enactment 
clause  of  the  merchant  marine  act  which  clearly  provides  that 
'a  greater  portion'  of  the  commerce  of  the  United  States  be 
carried  in  American  vessels. 

"This  committee  first  approaches  the  question  of  these  con- 
tracts in  a  spirit  of  desire  for  those  corrective  and  co-operative 
measures  as  will  insure  that  the  influence  and  organizations 
of  the  rail  carriers,  at  present  agencies  of  promotion  for  the 
extension  of  American  commerce  in  vessels  of  other  nations, 
be  utilized  for  the  extension  of  American  commerce  in  vessels 
operating  under  the  registry  of  the  United  States.  The  United 
States  Shipping  Board  is  assured  that  the  rail  transportation 
interests  represented  here,  parties  to  these  adverse  agree- 
ments, recognize  that  any  losses  arising  through  the  initial  up- 
building of  an  American  merchant  marine  necessarily  falls  upon 
the  American  public.  The  board  believes  that  any  American 
enterprise,  particularly  those  the  beneficiaries  of  government 
support,  should  make  every  effort  to  co-operate  in  full  and 
unmeasured  degree  with  any  division  of  the  government,  whose 
duty  it  is  to  build,  foster  and  promote  American  enterprise. 

"To  bring  about  such  corrective  condition  this  meeting 
between  representatives  of  the  railroads  possessed  of  these 
agreements  and  this  Committee  of  the  United  States  Shipping 
Board  is  held.  The  railroads  and  the  contracts  of  record  with 
foreign  shipping  interests  are  as  follows: 

Baltimore  &  Ohio  Railroad  (Donaldson  Lines;  Scandinavian  Lines; 
North  German  Lloyd;  Fumess,  Withy  &  Co.  and  International  Mer- 
cantile Marine  Company.) 

Great  Northern  Railway  (Nippon  Yusen  Kabushiki  Kaisha.) 

Pennsylvania  Railroad   (International  Mercantile  Marine  Co.) 

Northern  Central  Railroad  (International  Mercantile  Marine  Co. 
and  Furness.  Withy  &  Co.) 

Southern    Railway   Company    (Mobile   Liners,    Inc.). 

Mobile    &    Ohio    Railroad    (Mobile    Liners,    Inc.). 

Boston  &  Albany  Railroad  (Leland  Steamship  Lines  and  Cunard 
Steamship  Co.). 

Chicago,  Milwaukee  &  St.  Paul  Ry.  (Osaka  Shosen  Kabushiki 
Kaisha). 

Atlanta,  Birmingham  &  Atlantic  Ry.  (Strachen  Shipping  Com- 
pany). 

Grand  Trunk  Railway  System  (White  Star-Dominion  Line). 

"Expression  with  respect  to  the  question  at  issue  is  now 
invited  and  to  facilitate  the  hearing  we  will  request  expression 
from  those  present  in  the  above  order  of  record." 

The  contracts  between  the  B.  &  O.  and  foreign  lines  were 
taken  up  first,  Archibald  Fries,  vice  president  in  charge  of  traffic 
of  the  B.  &  O.,  explaining  that  the  company  now  had  only  three 
contracts,  one  with  the  Donaldson  line  expiring  in  1927;  one 
with  the  Furness-Withy  Co.,  expiring  in  1926,  and  one  with  the 
Scandinavian  lines,  expiring  in  1922. 

"These  contracts  provide  no  service  that  is  not  given  to 
__  steamship  lines  that  dock  at  Baltimore,"  said  Mr.  Fries. 

He  said  that  in  serving  the  lines  with  which  it  had  agree- 
ments, tile  B.  &  O.  discriminated  in  no  way  in  favor  of  those 
lines  so  far  as  the  facilities  of  the  B.  &  O.  permitted. 

Commissioner  Thompson  pointed  out,  that  the  contract  with 
the  Donaldson  line  provided  for  free  use  of  terminals  and  that 
the  B.  &  O.  would  use  its  efforts  to  promote  the  best  interests 
of  the  steamship  company. 

"That  is  the  objectionable  element,"  said  he.  "There  is 
an  absence  of  a  pledge  that  the  B.  &  O.  will  promote  the  best 
interests  of  American  lines." 

Fries  said  the  contracts  were  entered  into  before  there  were 
American  lines  in  existence  and  that  since  the  development  of 
American  lines  "we  have  been  using  our  best  efforts  to  secure 
American  vessels  for  the  port  of  Baltimore."  He  asserted  the 
B.  &  O.  extended  its  facilities  alike  to  all  lines.  He  said  he 
had  consulted  the  agents  of  the  lines  with  which  the  B.  &  O. 
has  agreements,  with  the  exception  of  the  Scandinavian  lines, 


and  that  they  were  in  tavor  of  abrogating  the  agreements.  !!•• 
said  that  also  was  Iho  position  of  the  B.  &  O.  However,  he 
said  the  li-:-.al  department  would  have  to  take  up  the  question 
of  citiici  Hal  ion  with  the  companies  and  that.  In  the  event  they 
declined  to  agree  to  cancellation  he  believed  the  contracts  should 
be  allowed  to  stand  until  date  of  expiration. 

Commissioner  Plunimer  said  he  could  not  see  how  the 
B.  &  O.  could  carry  out  the  terms  of  the  contract  with  the  Don- 
aldson line  and  yet  give  American  lines  the  same  treatment. 

"Because  we  endeavor  to  promote  the  business  of  every 
line  doing  business  at  our  piers,"  replied  Mr.  Fries. 

Mr.  Plummer,  however,  said  the  word  "best"  surely  meant 
something,  but  Mr.  Fries  contended  that  so  far  as  the  II.  Hi  o 
was  concerned  it  had  never  discriminated  again.-U  other  lines 
in  favor  of  the  lines  with  which  it  had  contracts. 

"If  you  could  route  business  over  the  Scandinavian-American 
line  or  an  American  line,  which  line  would  you  select?"  asked 
Commissioner  Plummer. 

"We  do  not  route  at  all,"  replied  Mr.  Fries.  "We  advertise 
the  sailings  from  our  port  and  the  shipper  selects  the  route." 

"Then  you  don't  use  your  best  endeavor  for  the  Donaldson 
line?"  asked  the  commissioner, 

"We  don't  consider  that  this  contract  gives  preferential 
treatment  to  the  Donaldson  line,"  replied  Mr.  Fries.  "We  would 
be  glad  to  suggest  abrogation  of  these  contracts." 

In  reply  to  Commissioner  Thompson  Mr.  Fries  said  he  had 
made  no  effort  to  make  contracts  with  the  Shipping  Board, 
adding  that  the  B.  &  O.  believed  the  best  policy  was  to  take 
care  of  all  ships  at  its  pier  to  the  best  of  its  ability.  The  Com- 
missioner took  the  position  that  if  the  contract  were  lived  up 
to  then  it  was  detrimental  to  American  shipping  and  that  if  it 
was  not  lived  up  to,  then  it  was  in  effect  nullified. 

Asked  whether  the  B.  &  O.  would  appreciate  the  help  of  the 
board  in  getting  the  contracts  cancelled  Mr.  Fries  said  at  first 
that  he  did  not  think  the  B.  &  O.  needed  such  assistance  but 
later  he  said  that  in  the  event  the  companies  should  decline 
to  cancel  the  contracts,  the  B.  &  O.  would  welcome  the  aid  of 
the  board.  Fries  said  the  B.  &  O.  would  do  all  it  could  in  the 
way  of  co-operating  with'  the  board. 

W.  P.  Kenney,  vice  president  of  the  Great  Northern  in 
charge  of  traffic,  discussed  the  contract  of  that  company  with 
the  Nippon  Yusen  Kabushiki  Kaisha,  called  the  N.  Y.  K.  He 
said  the  contract  had  been  renewed  October  18  and  that  under 
it  the  Great  Northern  received  a  large  volume  of  inbound  ship- 
ments from  the  Orient  but  gave  little  tonnage  to  the  steam- 
ship line  in  return,  because  under  the  existing  conditions  a 
railroad  has  so  little  control  over  the  routing  of  outbound 
traffic.  He  said  the  N.  Y.  K.  had  large  forces  in  New  York, 
Chicago  and  Seattle  to  solicit  outbound  business. 

Commissioner  Thompson  asked  whether  Mr.  Kenney  was 
familiar  with  the  efforts  of  the  board  to  establish  fast  freight 
service  in  trans-Pacific  routes  and  Mr.  Kenney  said  the  "535's" 
were  comparable  to  any  vessels  on  the  Pacific. 

The  commissioner  then  said  it  was  not  a  question  of  the 
Great  Northern  getting  superior  service  via  the  Japanese  line 
and  Mr.  Kenney  replied  in  the  negative.  In  reply  in  a  question 
Mr.  Kenney  said  he  had  not  attempted  to  negotiate  a  contract 
with  the  Shipping  Board. 

"You  appreciate  the  government  is  operating  its  vessels  at 
a  loss?"  said  Mr.  Thompson. 

"Yes,"  replied  Mr.  Kenney. 

"It  is  quite  distressing  to  the  Shipping  Board,"  continued 
Commissioner  Thompson,  "that  a  great  transportation  line 
neglected  even  to  confer  with  us  before  making  a  contract  with 
a  line  that  is  in  direct  competition  with  the  government." 

Mr.  Kenney  declared  he  did  not  believe  there  was  a  chance 
for  the  Great  Northern  to  get  an  exclusive  contract  with  an 
American  line.  He  said  further  that  the  Great  Northern  got 
practically  all  the  inbound  traffic  of  the  N.  Y.  K.  without  any 
effort  on  the  part  of  the  Great  Northern.  He  said  there  was  no 
question  but  that  the  contract  provided  that  the  Great  Northern 
should  work  preferentially  for  the  N.  Y.  K. 

Commissioner  Thompson  asked  whether  it  was  not  so  that 
in  effect  the  contract  made  the  agents  of  the  Great  Northern 
the  agents  of  the  N.  Y.  K.  Mr.  Kenney  replied  he  did  not  think 
that  was  so. 

"It  appears  to  me  that  the  inescapable  fact  is  that  the  Great 
Northern  on  October  18  went  into  direct  competition  with  the 
government,"  said  Commissioner  Thompson. 

"I  don't  want  that  statement  to  go  unchallenged,"  interrupted 
Mr.  Kenney.  "This  was  an  extension  of  a  contract  that  had 
been  in  existence  twenty-five  years.  Up  to  the  present  time  there 
was  no  service  available  for  the  Great  Northern  to  do  this  busi- 
ness and  we  should  not  be  condemned.  We  have  lost  more 
money  carrying  the  American  flag  on  the  Pacific  than  the  Amer- 
ican government  has  lost." 

Mr.  Kenney  further  said  that  the  Great  Northern  was  not 
desirous  of  opposing  the  Shipping  Board  in  any  way  in  its 
efforts  to  develop  the  American  merchant  marine,  but  that  until 
there  was  something  to  take  the  place  of  the  contract  with  the 
N.  Y.  K.  it  should  not  be  condemned  for  having  continued  the 
agreement. 
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"When  you  come  down  to  patriotism,"  he  declared,  "get  the 
American  shipper  to  ship  under  the  American  flag." 

He  said  shippers  were  giving  their  traffic  to  Canadian  lines 
and  vessels  and  that  recently  he  had  tried  to  get  some  business 
from  a  New  York  shipper  who  has  been  using  the  Canadian 
Pacific  on  business  to  the  Orient  and  that  the  reply  was  that 
the  shipper  liked  the  service  he  was  getting  via  that  route. 

"We  have  a  dock  at  Seattle  available  to  every  line  at  no 
cost,"  said  Mr.  Kenney.  "We  don't  discriminate  in  favor  of  any 
line.  Naturally  we  want  to  hold  onto  our  incoming  traffic.  I 
don't  think  that  it  is  the  desire  of  the  Shipping  Board  to  deprive 
us  of  our  Asiatic  traffic  in  order  to  have  it  turned  over  to  the 
Canadian  Pacific  at  Victoria  and  Vancouver." 

"We  had  no  opportunity  to  work  out  with  you  a  tonnage 
agreement  on  our  lines,"  said  Commissioner  Thompson.  "We  are 
not  talking  patriotism.  We  are  talking  business." 

Mr.  Kenny  said  the  service  of  the  Shipping  Board  on  the 
Pacific  would  be  superior  to  any  on  that  ocean  when  it  had  been 
established.  t 

"It  has  been  established — there  are  five  vessels  in  that 
trade,"  said  the  commissioner. 

"It  has  not  been  advertised  enough  for  me  to  know  it," 
replied  Mr.  Kenney. 

Mr.  Kenney  said  the  N.  Y.  K.  was  practically  making  a 
present  to  the  Great  Northern  of  the  inbound  traffic  and  that 
to  the  Great  Northern  that  was  the  important  phase  of  the 
situation. 

Commissioner  Thompson  asked  for  an  expression  of  opinion 
as  to  the  willingness  of  the  Great  Northern  to  cancel  the  con- 
tract. Mr.  Kenney  said  he  would  have  to  confer  with  President 
Budd  and  the  officials  of  the  company  with  regard  to  that.  He 
suggested  that  a  contract  with  the  N.  Y.  K.  might  be  drawn  that 
would  meet  with  the  approval  of  the  board.  He  said  the  Great 
Northern  wanted  to  get  the  inbound  traffic  if  possible.  He  said  if 
the  Great  Northern  had  refused  to  renew  the  contract,  the  N.  Y. 
K.  would  have  gone  to  one  of  the  Canadian  lines  and  the  Great 
Northern  would  have  lost  the  traffic. 

"There  would  be  no  benefit  to  the  American  merchant 
marine  for  us  to  lose  that,"  he  said. 

Commissioner  Lissner  inquired  whether  Mr.  Kenney  was 
aware  of  the  fact  that  such  contracts  were  lawful  only  if  ap- 
proved by  the  Shipping  Board.  Mr.  Kenney  said  he  did  not 
understand  that  approval  in  advance  was  required.  He  said 
the  board  had  been  informed  that  the  company  was  negotiating  a 
new  contract. 

"I  assume  it  is  the  duty  of  the  Shipping  Board  to  see  that 
the  treasury  of  the  Great  Northern  is  not  depleted,"  said  Mr. 
Kenney,  adding  that  the  company  was  "willing  to  go  the  limit 
with  the  board"  if  that  was  necessary  to  assist  the  government. 

Commissioner  Lissner  said  he  thought  the  Great  Northern 
had  violated  the  law  unknowingly. 

Mr.  Kenney  remarked  that  "service  gets  the  business"  and 
that  when  Shipping  Board  Boats  gave  the  best  service  they 
would  get  the  business. 

Robert  C.  Wright,  general  traffic  manager  of  the  Pennsyl- 
vania, said  that  company  had  only  one  existing  agreement  and 
that  was  with  the  I.  M.  M.  with  regard  to  allocation  of  piers  at 
Philadelphia.  He  said  it  was  not  a  traffic  agreement,  and  that 
recently  the  Pennsylvania  had  turned  one  side  of  one  pier  in- 
volved over  to  the  United  American  lines,  an  American  steamship 
line.  Commissioner  Thompson  said  the  board  did  not  see  any- 
thing objectionable  in  the  agreement  but  asked  whether  the 
company  would  cancel  it  if  the  board  asked  that. 

"We  have  no  objection  to  canceling  it,"  said  Mr.  Wright. 
"We  will  cancel  it  tomorrow." 

R.  M.  Calkins,  vice  president  of  the  Chicago,  Milwaukee  & 
St.  Paul  In  charge  of  traffic,  at  the  afternoon  session  declined 
to  promise  the  commissioners  that  he  would  recommend  to 
his  company  abrogation  of  its  traffic  agreement  with  the  Osaka 
Shosen  Kabushiki  Kaisha  steamship  company  in  the  absence  of 
a  substitute  which  would  assure  his  company  an  equal  return 
in  revenue.  Commission  Thompson  characterized  this  attitude 
on  the  part  of  Mr.  Calkins  as  a  "discordant  note." 

"I  am  sure  the  board  would  not  ask  me  to  recommend  giving 
up  that  business  (which  he  had  said  ran  into  the  millions  each 
year)  unless  I  had  something  tangible  to  replace  it,"  said  Mr. 
Calkins. 

Commissioner  Thompson  asked  what  must  be  the  position  of 
the  board,  acting  under  the  mandate  of  Congress,  to  establish  a 
merchant  marine,  if  it  were  met  by  the  opposition  of  the  great 
transcontinental  lines. 

"We  can't  escape  that,"  said  the  commissioner. 

"You  don't  expect  that  tonnage  at  the  expense  of  the  treas- 
uries of  the  Great  Northern  and  the  Chicago,  Milwaukee  & 
St.  Paul,  do  you?"  asked  Mr.  Calkins. 

The  commissioner  replied  in  the  negative  contending  there 
would  be  no  loss  on  outbound  shipments  and  probably  no  loss  on 
inbound  shipments  if  the  transcontinental  lines  handled  ship- 
ments via  American  lines. 

Mr.  Calkins  said  his  company  was  ready  to  co-operate  to 
the  fullest  extent  with  the  board  in  building  up  an  American 
merchant  marine,  but  he  said  he  doubted  whether  the  Shipping 


Board  could  control  the  tonnage  involved,  80  per  cent  of  which 
he  said  originated  east  of  Chicago. 

"The  question  is  whether  we  could  jointly  control  that 
business,"  said  he.  "I  am  willing  to  discuss  that  at  any  time. 
I  don't  want  to  mislead  you  by  making  a  promise  I  could  not 
later  back  up.  If  I  give  up  that  business  what  assurance  have 
I  that  the  Canadian  Pacific  will  not  take  it  up?" 

Commissioner  Thompson  believed  that  situation  could  be  met 
by  legislation. 

It  was  further,  contended  by  Mr.  Calkins  that  the  arrange- 
ment between  his  company  and  the  Japanese  line  should  not  be 
disrupted  except  as  might  be  required  by  law  because  the  ar- 
rangement was  beneficial  to  United  States  trade.  He  said  there 
was  no  contract  but  merely  a  tacit  understanding  with  regard 
to  the  exchange  of  tonnage.  He  further  said  that  he  had  been 
one  of  the  first  to  ask  the  board  to  allocate  some  of  the  cargo- 
passenger  vessels  to  the  Puget  Sound  ports  and  that  his  conv 
pany  had  helped  advertise  the  passenger  service  given  by  the 
board  vessels. 

Lincoln  Green,  vice  president  of  the  Southern,  speaking  for 
that  road  and  the  Mobile  &  Ohio,  said  the  contracts  those 
companies  had  would  be  abrogated.  D.  0.  Wood,  general  foreign 
freight  agent  for  the  Grand  Trunk  Railway,  said  that  that  com- 
pany under  its  contracts  did  not  discriminate  against  American 
vessels.  H.  M.  Biscoe,  of  the  Boston  &  Albany,  said  he  was 
confident  that  company's  contracts  would  be  abrogated.  The 
representative  of  the  Atlanta,  Birmingham  &  Atlantic  said  its 
contracts  were  inoperative. 

The  railroad  companies  represented  at  the  hearing  have  been 
requested  to  submit  written  statements  to  the  board  as  to 
their  position  with  regard  to  the  contracts.  At  the  present 
moment,  officials  said,  there  is  no  desire  to  take  any  legal  action 
with  respect  to  the  contracts  because  it  is  believed  that  that 
will  not  be  necessary. 

Commissioner  Frederick  I.  Thompson,  who  acted  as  chair- 
man at  the  hearing,  said  a  report  of  the  attitude  of  the  carriers' 
representatives  had  been  submitted  to  the  board  and  that  the 
members  were  gratified  at  the  willingness  of  the  companies  "to 
follow  the  views  of  the  government  with  respect  to  the  pacts." 

"The  conclusion  of  the  Shipping  Board  that  the  agreements 
were  harmful  to  the  development  of  American  commerce  in 
American  vessels,"  said  Commissioner  Thompson,  "was  clearly 
defined  to  the  railroad  executives  present,  and  it  was  considered 
a  good  augury  to  have  evidenced  the  disposition  of  the  rail  car- 
riers to  form  a  closer  working  contact  with  the  organization  of 
the  Shipping  Board,  looking  toward  an  extension  of  American 
commerce  in  American  vessels. 

"It  was  particularly  gratifying  to  the  board  to  hear  the  ex- 
pression of  the  two  trans-continental  carriers,  handling  the 
major  portion  of  the  Pacific-Orient  commerce,  that  the  estab- 
lishment of  an  American  flag  service  from  the  Pacific  coast  to 
the  Orient  had  resulted  in  a  record-breaking  service  as  to  time 
and  accommodations.  The  representatives  of  these  two  com- 
panies, namely,  the  Great  Northern  Railway  and  the  Chicago, 
Milwaukee  &  St.  Paul  Railroad,  particularly  interested  in  this 
service,  clearly  recognized  and  admitted  that  the  accommoda- 
tions, provided  by  the  combination  passenger  and  cargo  vessels 
the  Board  is  now  establishing  on  these  Trans-Pacific  routes, 
were  unexcelled  by  any  other  nation. 

"The  Shipping  Board  felt  confident  that  upon  reflection  the 
Chicago,  Milwaukee  &  St.  Paul  Railroad,  the  only  company 
whose  representative  would  not  guarantee  to  recommend  to  his 
associates  the  cancellation  of  its  agreements  with  the  Osaka 
Shosen  Kaisha,  would  recognize  the  necessity  of  meeting  not 
only  the  views  of  the  board,  with  respect  to  its  contract  with 
this  foreign  company,  but  would  fall  in  line  with  the  spirit  evi- 
denced by  all  of  the  rail  lines  who  were  represented  at  the 
meeting  and  who  possess  similar  agreements." 


LIGHTERAGE  AT  NEW  YORK 

The   Traffic   World   Washington  Bureau 

Another  argument  on  lighterage  in  New  York  harbor,  one 
of  the  subjects  about  which  there  is  some  issue  practically  all 
the  time,  is  to  be  made  to  the  Commission  December  28,  when 
No.  12238,  Standard  Shipbuilding  Corporation  vs.  Central  of  New 
Jersey,  will  come  up.  The  same  complainant  has  another  case 
against  the  same  carrier,  No.  12857.  The  attitude  of  r.he  com- 
pany is  rigidly  against  any  refund  to  the  complainant  in  the 
earlier  case  in  which  the  complaining  consignee  is  asking  for 
refund  of  money  paid  by  it  to  an  outside  lighterage  c.mcern 
for  bringing  stuff  from  the  Jersey  shore  to  Shooter's  Island. 
The  transactions  involved  in  that  case  took  place  in  1918,  dining 
the  war,  while  those  forming  the  basis  for  the  latter  complaint, 
took  place  in  1920.  The  company  is  not  so  much  opposed  to 
reparation  in  the  second,  taking  the  position  that  it  will  make 
the  refund  in  the  later  case  if  the  Commission  holds  that  it 
was  its  duty  to  make  delivery,  free,  at  Shooter's  Island.  The 
distinction  between  the  two  cases  is  believed  to  be  very  fine  and 
that  hence  the  argument  will  be  more  than  ordinarily  interesting 
to  those  who  have  questions  in  connection  with  lightering  in 
New  York  harbor. 
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In  formal  <i(M  lu  i  No.  l__:;.s.  ih.  shipbuilding  corporal  iun  is 
asking  Tor  a  refund  of  the  cost  of  lightering.  not  to  exceed  :: 
cents  per  ino  ipounds,  to  cover  the  lightering  by  ttie  com- 
plainant from  the  piers  of  the  Central  Railroad  of  New  Jersey 
at  Jersey  Citj  ami  Klizabethport,  N.  J.,  to  its  plant  at  Shooter's 
Island  in  New  York  harbor,  on  shipments  which  moved  during 
the  period  from  April  1,  1918,  to  April  1,  l!M!l.  The  complainant's 
case  is  based  upon  a  provision  carried  in  Central  Railroad  Co.  of 
New  Jersey  Tariff  I.  C.  C.  No.  S-9170.  reading  as  follows: 

re    dellvel\     nl     i  .i:-l  I'Hllnd    ll.-illii-    is    made    to    OUtgidC    lighters    lit 

.leise.i    cm    or   tChznhcthport,    N.  .1..  an  allowance   (out  i>t    the   through 

;  cents  per  inn  ll.s.,  or  i;n  eenls  pei  ton.  net  or  KMIMH,  as  the 
may  In.  nui.i  he  made  for  such  service  for  ili>livi-riimr  in  New 
h:ul>.ir-  \\ilhin  the  li^hteni^e  limits. 


The  carrier's  defense  is  that  the  shipments  were  not  billed 
through  ft  om  point  of  origin  to  final  destination.  Shooter's 
Island,  but  were  only  billed  to  the  Jersey  shore;  although  the 
complaimint  asserts  that  the  shipments  were  billed  through  to 
Shooter's  Island;  that  the  issuance  of  permits  under  which  the 
shipments  moved  and  the  acceptance  of  the  goods  at  the  Jersey 
shore  by  the  consignee  for  lighterage  resulted  in  a  substantial 
benefit  to  the  consignee  in  that  the  goods  received  expedited 
service  and  that  the  allowance  provided  for  in  the  tariff  of  the 
Central  of  New  Jersey  was  intended  to  be  made  only  to  lighter- 
age companies  with  whom  the  railroad  company  had  contracted, 
which  are  on  the  list  approved  by  the  carriers  reaching  New 
York,  and  is  not  intended  to  be  made  to  shippers  performing 
lighterage  service  for  account  of  the  carrier. 

This  is  not  the  purpose  of  the  provision,  because  in  the 
New  York  Lighterage  case  it  was  brought  out  that  there  was 
two  methods  employed  in  New  York  harbor,  one  of  these  meth- 
ods being  that  the  carrier  will  perform  the  lighterage  service 
itself  by  its  own  lighters  or  by  employing  auxiliary  terminal 
companies,  and  the  other  is  that  of  cartage,  drayage  or  ferryage 
by  the  consignee  in  behalf  of  the  carrier.  For  this  service  the 
maximum  allowance  of  3  cents  per  100  pounds  is  made  to  the 
shipper  or  consignee. 

The  report  of  the  examiner  in  the  case  is  in  favor  of  the 
defendant  carrier,  the  Central  of  New  Jersey. 

.  In  another  case,  No.  12857,  between  the  same  parties,  a 
hearing  on  which  was  held  in  New  York  October  21,  the  same 
question  is  involved,  but  the  railroad  company  has  offered  to 
make  reparation  in  the  event  the  Commission  finds  the  Standard 
Shipbuilding  Corporation  entitled  to  it. 

The  attorney  for  the  railroad  company  in  this  case,  how- 
ever, attempts  to  distinguish  it  from  the  earlier  case,  on  the 
grounds  that  in  No.  12238  permits  were  issued  for  the  movement 
of  the  goods  to  the  Jersey  shore,  which  contained  a  stipulation 
that  the  consignee,  the  Standard  Shipbuilding  Corporation,  was 
to  pay  for  the  cost  of  lighterage,  while  as  to  shipments  covered 
by  No.  12857,  the  carrier  agreed  to  make  the  3  cents  allowance 
to  the  consignee,  even  though  in  both  instances  an  embargo 
was  in  effect. 

Another  contention  is  that  as  to  shipments  covered  by  the 
earlier  case,  the  traffic  moved  during  the  war  period,  while  the 
others  were  in  1920. 

A  third  is  that,  as  to  the  shipments  covered  by  No.  12238, 
the  lighterage  service  was  performed  by  an  individual  who  had 
never  been  recognized  by  the  Trunk  Line  Committee  as  an  ot»  - 
side  lighterage  company  to  which  allowance  would  be  made 
under  the  tariff,  whereas  the  lighterage  service  performed  in 
connection  with  the  shipments  covered  by  No.  12857  was  by 
the  McAllester  Towing  Company,  which  company  is  on  the  list 
of  outside  lighterage  companies  which  the  Trunk  Line  Com- 
mittee has  approved  employing  by  the  New  York  carriers. 


ST.  LAWRENCE  WATERWAY 

»      The   Traffic   World    Washington  Bureau 

The  Great  Lakes-St.  Lawrence  deep  waterway  project  was 
the  subject  of  debate  in  the  House  this  week. 

"How  God  must  have  marveled  at  the  foolishness  of  the 
children  of  men  who  have  not  long  since  solved  the  simple  prob- 
lem he  has  set  before  us  with  an  answer  in  plain  view,"  said 
Representative  Chalmers  of  Ohio.  "What  an  easy  matter,  phys- 
ically and  scientifically,  to  clear  away  the  barriers  and  turn  the 
Great  Lakes  into  a  Baltic  or  Mediterranean  Sea  and  bring  the  At- 
lantic Ocean  within  100  miles  of  the  center  of  population  of  the 
United  States! 

"Will  this  water  highway  be  used  if  completed?  That  is 
easy  to  answer.  It  is  used  now.  With  all  its  handicaps  and  ob- 
structions, it  is  used  now.  The  Detroit  River  today,  connecting 
two  land-bound  inland  lakes,  carries  more  shipping  than  any- 
other  similar  stretch  of  water  in  the  world.  The  World  Almanac 
for  1921  gives  the  freight  passing  through  the  Suez  Canal  annu- 
ally as  9.251,601  tons;  the  Panama  Canal  as  8,545,653  tons.  Nel- 
son's Loose  Leaf  Encyclopedia  gives  the  annual  freight  passing 
through  the  Manchester  Ship  Canal  as  3,161,012  tons.  While,  lis- 
ten,  my  colleagues,  the  commerce  passing  through  the  Detroit 
River  in  1919  was  73,526,602  freight  tons,  valued  at  $771,294,055, 
nearly  a  billion  dollars.  Have  I  said  enough  about  the  practical 
use  of  this  waterway  when  completed?" 


Improvement  of  the  Si.  Lawrence,  he  said,  would  bring  the 
ocean  to  Buffalo,  Krle,  Cleveland.  Toledo,  Detroit,  Dnliith,  Su- 
perior. Milwaukee,  Michigan  City  and  Chicago — 1.500  miles 
r.  .N'T  the  great  bread  banket  and  cream  jug  of  the  world — the 
Mississippi  valley. 

"If  this  great  producing  section  of  our  country,"  said  he,  "is 
to  hold  its  own  In  the  fight  for  world  trade,  this  transportation 
question  must  be  settled  and  settled  right.  The  railroads  are 
hopelessly  behind.  The  greatest  railroad  executive  of  the  age, 
Mr.  James  J.  Hill,  said  that  our  railroads  should  have  a  billion 
dollars  spent  upon  them  annually  for  15  years  to  keep  them  up 
to  the  demands  of  our  natural  commercial  growth. 

"It  would  be  a  national  sin  to  delay  longer  the  completion 
of  this  much-needed  public  improvement.  You  ask  why  I  call  it 
a  national  sin?  You  know  there  are  sins  of  omission  as  well  as 
sins  of  commission.  The  deep  waterway  would  bring  great,  per- 
manent prosperity  to  this  country.  It  would  serve  not  only 
directly  the  28  states  referred  to,  but  indirectly  every  state  and 
te-rritory  in  the  Union. 

"To  solve  the  problem  of  transportation  for  28  states  would 
lift  the  burden  from  the  railroads  and  other  systems  of  trans- 
portation so  that  there  would  be  no  more  breakdowns  when  the 
peak  load  comes.  In  other  words,  water  transportation  would  re- 
lieve the  excessive  demands  at  times  of  great  stress  just  as  relief 
and  elasticity  have  come  to  the  financial  demands  at  crop-moving 
times  by  the  act  organizing  regional  banks  and  the  revising  of 
the  banking  laws. 

"Governor  Harding  of  Iowa  says  that  a  bushel  of  wheat  can 
be  shipped  from  Duluth  to  Buffalo  for  2  cents;  from  Buffalo  to 
the  ocean-going  boats  for  17  cents,  and  from  the  ocean-going 
boats  to  Liverpool  for  14  cents.  This  is  the  present  method. 

"With  the  St.  Lawrence  Canal,  a  bushel  of  wheat  could  be 
shipped  from  Duluth  to  Montreal  for  3  cents,  and  from  Montreal 
to  Liverpool  for  12  cents.  The  difference  of  12  or  18  cents  in 
transportation  cost  could  go  into  the  pockets  of  the  American 
farmers." 

Representative  Ten  Eyck  of  New  York  asked  whether  if  It 
was  not  a  fact  that  if  Montreal  became  the  export  harbor  for 
grain  in  North  America  and  Liverpool  became  the  import  port 
and  the  grain  is  carried  in  English  ships,  England  would  control 
the  price  of  grain,  and,  being  a  consuming  nation,  would  reduce 
the  price  of  wheat  lower  than  what  the  farmers  might  save  in 
freight  if  the  project  went  through. 

"It  is  not  the  intention  of  the  proponents  of  this  project  to 
make  Montreal  an  export  port,"  replied  Mr.  Chalmers.  "It  is 
proposed  to  make  Cleveland,  Toledo,  Detroit,  Chicago,  Milwau- 
kee, Duluth,  Superior,  all  of  the  Great  Lakes  ports,  export  ports. 
The  ships  loaded  with  grain  from  the  West  will  sail  by  Montreal 
and  land  their  grain  in  Liverpool." 

Mr.  Nelson  of  Wisconsin  said  the  proponents  of  the  project 
have  no  quarrel  whatever  with  the  people  of  New  York  and 
their  barge  canal  and  that  it  was  not  their  purpose  to  infringe 
on  that,  canal. 

"But  we  are  convinced,"  said  he,  "that  the  barge  canal  of 
New  York  does  not  and  cannot  furnish  the  adequate  outlet  from 
the  middle  west  and  the  northwest  to  the  sea  and  foreign  ports. 
We  contend  that  the  great  west,  in  the  midst  of  which  is  situat- 
ed the  great  American  Mediterannean,  should  have  this  great 
inland  sea  bottled  up  and  be  compelled  to  carry  its  ever-increas- 
ing tonnage  through  the  restricted  conditions  of  the  barge  canal 
and  the  congested  terminals  at  the  port  of  New  York.  Moreover, 
the  barge  canal,  with  a  capacity  of  only  10,000,000  tons  each  way, 
is  not  sufficient  to  take  care  of  the  peak  loads  from  the  Great 
Lakes  area.  Only  the  open  waterway  from  the  Great  Lakes  to 
the  sea  by  way  of  the  St.  Lawrence  can  adequately  furnish  the 
great  inland  states  a  proper  outlet  for  their  growing  agricultural, 
industrial  and  commercial  life." 

Mr.  Stevenson  of  South  Carolina  said  the  proponents  of  the 
project  were  asking  the  United  States  to  construct  an  interna- 
tional highway  whose  terminus  was  entirely  in  control  of  a 
foreign  country,  when  the  Mississippi  could  be  connected  with 
the  Great  Lakes  by  a  ship  canal.  He  also  said  the  Great  Lakes 
were  navigable  only  eight  months  of  the  year.  He  also  dis- 
cussed what  might  happen  if  the  United  States  had  a  war  with 
Great  Britain. 


SHIPMENTS  VIA  CANAL 

The  Traffic  World  Washington  Buret* 

"It  is  evident  that  the  Pacific  coast  is  taking  advantage  of 
the  cheap  transportation  which  the  Canal  affords  for  bulky  com- 
mdities  to  eastern  United  States  and  Europe,"  said  E.  S.  Gregg, 
chief  of  the  transportation  division  of  the  Department  of  Com- 
merce in  a  statement  on  the  Panama  Canal  in  which  he  submit- 
ted detailed  statistics  showing  increased  tonnage  moving  via  the 
Canal. 

"Steamers  in  the  intercoastal  trade  are  endeavoring  to  equal 
the  time  made  by  the  transcontinental  railroads.  Oranges  and 
lemons  have  been  shipped  from  California  to  New  York  by  water 
in  19  days.  While  the  railroads  occasionally  move  fruit  across 
the  continent  in  two  weeks,  the  average  time  is  probably  not 
under  20  days.  A  saving  of  about  25  per  cent  in  rates  is  effected 
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by  the  all-water  route.  It  is  claimed  that  the  percentage  of  decay 
in  fruit  arriving  at  Atlantic  ports  iby  water  is  less  than  when 
snipped  by  the  rail  routes. 

"Intercoastal  trade  through  the  Canal  shows  a  pronounced 
increase  during  this  year  as  compared  with  1920. 

"During  the  war  and  as  long  as  rates  were  high  on  foreign 
traffic,  ships  were  induced  to  forsake  coastwise  trade.  Since  the 
slump  in  rates,  however,  many  American  ships  have  returned  to 
the  protected  intercoastal  trade,  and  an  increasing  amount  of 
cargo  is  being  carried  between  the  Atlantic  and  Pacific  ports 
of  the  United  States  by  water. 

"Europe  is  taking  large  quantities  of  Pacific  Coast  wheat  this 
year;  during  the  first  eight  months  of  1921,  506,058  tons  were 
shipped  to  Europe,  as  compared  with  a  total  shipment  of  749,447 
tons  of  all  kinds  of  cargo  during  the  12  months  of  1920. 

"An  interesting  point  in  connection  with  Pacific  Coast  trade 
through  the  Canal  is  the  utilization  of  that  waterway  in  moving 
fresh  fruits  to  eastern  American  and  to  European  markets.  This 
trade  had  not  developed  sufficiently  in  1920  to  show  in  the  Canal 
statistics,  tout  a  beginning  has  been  made  this  year.  During  the 
first  eight  months  of  1921,  9,527  tons  of  fresh  fruit  were  shipped 
through  the  Canal,  all  but  149  tons  going  to  Atlantic  and  Gulf 
ports  of  the  United  States.  The  report  is  current  that  300,000 
boxes  of  apples  will  load  in  Seattle  for  Europe  via  the  Canal 
before  the  end  of  the  year." 


WATER  LINE  RATE  CUTS 

The   Traffic   World    Washington  Bureau 

W.  J.  Love,  vice-president  of  the  Emergency  Fleet  Corpora- 
tion, has  decided  to  lay  before  the  Shipping  Board  for  action  the 
practice  of  steamship  companies  in  the  Intercoastal  Conference 
cutting  rates  below  those  agreed  on  in  conference.  Mr.  Love  said 
coniplaint  had  been  made  by  the  railroads  against  the  practice. 
He  said  normally  the  rates  by  water  would  be  below  the  rail 
rates,  but  that  the  rate  cutting  by  the  water  lines  had  gone  so 
far  that  the  rates  were  considerably  lower  than  justified.  The 
Shipping  Board,  under  the  shipping  act  and  the  merchant  marine 
act,  has  the  authority  to  regulate  port-to-port  rates  between  the 
Atlantic  and  Pacific  coasts. 


STEAMSHIP  RATE  WAR 

The   Traffic   World    Washington  Bureau 

Vice-president  Love  of  the  Emergency  Fleet  Corporation 
said  December  7  that  reports  from  London  that  British  steam- 
ship lines  were  planning  a  rate  war  against  United  States  vessels 
were  based  on  a  rate  war  between  British  lines.  According  to 
official  reports  to  the  board,  the  action  of  the  British  lines  was 
taken  without  regard  to  competition  by  American  vessels. 

Mr.  Love  said  it  appeared  that  the  Ellerman  Line,  a  British 
company,  had  announced  it  would  enter  the  European-Pacific 
coast  trade  and  that  then  three  other  British  lines  already  in 
that  service — the  Furness,  Harrison  and  Holt  companies — met 
that  announcement  with  cutting  their  rates  in  half.  He  said 
the  action  taken  was  the  natural  outgrowth  of  over-tonnaging 
the  berth  to  the  Pacific  coast. 

The  United  American  Line  has  vessels  under  the  American 
flag  in  the  service  between  the  Pacific  coast  and  European  ports 
and  will  have  to  meet  the  competition,  Mr.  Love  said,  but  the 
Shipping  Board  has  no  vessels  in  the  service. 

Published  reports  from  London  were  to  the  effect  that  the 
British  had  decided  to  answer  the  "challenge  of  the  American 
shipowners  and  the  Shipping  Board,"  and  that  the  rate  cuts 
were  the  answer. 


PORTS  AND  WATERWAYS 

The   Traffic   World    Washington  Bureau 

Senator  Calder,  of  New.  York,  in  an  address  before  the  Na- 
tional Board  of  Steam  Navigation  at  its  annual  meeting  in  Wash- 
ington this  week,  said  the  questions  of  port  development  and 
improvement  of  inland  waterways  would  receive  serious  con- 
sideration by  the  American  people  in  the  next  few  years. 

"Our  development  along  these  lines  for  the  last  fifty  years 
has  been  greatly  neglected,"  said  he.  "This  was  undoubtedly 
attributable  to  the  dwindling  away  of  our  merchant  marine  and 
to  the  great  amount  of  attention  given  to  railroad  development. 
In  fact,  in  most  of  our  ports  for  many  years  the  entire  water 
front  was  controlled  by  the  railroads  and  they  made  only  such 
developments  as  served  their  own  purposes. 

"Water  transportation  is  cheap  transportation  and  cheap 
transportation  we  must  have.  We  must  build  a  great  inland 
waterway  system  comparable  and  surpassing  that  of  Europe's. 
As  you  know,  we  are  at  present  very  much  behind  Europe  in 
these  developments.  There  are  27,000  miles  of  navigable  streams 
in  the  United  States. 

There  is  not  a  harbor  in  the  world  comparable  with  New 
York  Harbor  in  natural  advantages  nor  is  there  any  other  nation 
that  compares  with  the  United  States  in  the  possession  of  so 
many  well-situated  natural  harbors.  But  we  have  failed  properly 
to  improve  these  advantages." 

Senator  Calder  declared  that  "the  success  of  the  railroads 


in  destroying  water  competition  is  seen  in  the  fact  that  of  the 
4,479  miles  of  canals  that  have  been  built  in  the  United  States, 
2,000  miles  now  stand  abandoned." 

"In  the  ten  years  preceding  the  outbreak  of  the  world  war," 
said  he,  "the  tonnage  of  freight  carried  on  our  canals  of  inland 
waters,  exclusive  of  the  Great  Lakes  and  the  Mississippi  River, 
declined  24  per  cent.  These  conditions  are  about  to  change. 

"In  1817,  Clinton's  big  ditch,  the  Erie  Canal,  was  opened. 
Within  twenty  years  New  York  had  become  the  Empire  State 
and  New  York  City  the  gerat  metropolis  of  the  western  world. 
The  result  is  largely  attributable  to  that  six-foot  canal  Governor 
Clinton  built  through  the  Mohawk  Valley.  Four  years  ago  the 
importance  of  this  canal  again  came  to  public  attention.  At  a 
cost  of  about  1130,000,000  the  state  of  New  York  practically  re- 
built the  Erie  Canal,  and  it  was  then  again  opened  to  navigation; 
this  time  with  the  old  tow  paths  abandoned,  with  a  navigable 
depth  of  twelve  feet  and  with  the  very  latest  type  of  steel  and 
concrete  locks.  The  New  York  State  Barge  Canal  is  capable 
of  moving  25,000,000  tons  of  freight  a  year  now,  but  the  amount 
is  steadily  increasing  and  the  time  is  certainly  coming  in  the 
very  near  future  when  the  Erie  Canal  will  be  working  to  ca- 
pacity. 

"New  York  Harbor  is  undergoing  rapid  development.  It  is 
just  completing  ten  of  the  finest  piers  in  the  world  on  Staten 
Island,  and  has  begun  the  work  of  modernizing  its  North  River 
waterfront  from  the  Battery  to  Eighteenth  street.  The  state  is 
completing  a  million-bushel  grain  elevator  on  the  Gowanus  Canal 
and  a  number  of  thoroughly  modern  canal  terminals.  The 
Jamaica  Bay  proposition,  which  has  been  a  matter  of  discussion 
for  thirty  years,  has  passed  the  discussion  period  and  Jamaica 
Bay  is  now  on  the  way  to  a  great  future.  Similar  developments 
on  a  somewhat  smaller  scale  may  be  found  in  Philadelphia,  Bos- 
ton, New  Orleans,  and,  in  fact,  wherever  you  choose  to  look. 

"The  signs  are  indisputable  that  we  are  entering  upon  an 
era  of  great  promise  for  those  interested  in  any  way  in  water- 
borne  freight.  Our  Canadian  friends  and  some  of  our  mid- 
western  neighbors  are  just  now  agitating  a  development  of  the 
St.  Lawrence  River.  There  are  many  reasons  why  we  cannot 
engage  in  this  undertaking  for  the  present  at  least,  but  the 
strength  of  the  agitation  indicates  how  great  an  interest  is  now 
turning  to  the  problem  of  cheap  water  transportation." 


HARDING  FOR  SHIP  SUBSIDY 

The   Traffic   World    Washington  Bureau 

President  Harding  will  go  before  Congress  some  time  in 
January  with  a  special  message  on  the  American  Merchant 
Marine  in  which  he  will  urge  ship  subsidy,  it  was  learned  at 
the  White  House  December  2.  Just  what  form  the  President 
will  recommend  that  a  subsidy  shall  take  .has  not  been  deter- 
mined, it  was  said. 

When  the  President  urges  enactment  of  subsidy  legisla- 
tion, he  will  submit  the  results  ot'  a  most  exhaustive  study  of 
the  subsidy  question  now  being  made  by  a  body  of  experts 
working  under  the  direction  of  Commissioner  Meyer  Lissner  of 
the  Shipping  Board.  The  President  regards  the  merchant  ma- 
rine problem 'as  of  extreme  importance,  it  was  stated  authori- 
tatively at  the  White  House,  and  he  is  convinced  that  the  United 
States  can  not  build  a  merchant  marine  without  a  subsidy. 

The  crux  of  the  entire  situation,  as  stated  briefly  by  Chair- 
man Lasker  of  the  Shipping  Board  in  discussing  the  President's 
decision  to  ask  Congress  for  a  ship  subsidy,  is  that  "the  other 
fellow  has  the  business,"  and  that,  coupled  with  the  higher 
costs  of  operation  of  American  ships  than  foreign  ships,  is  why 
the  American  merchant  marine  must  have  aid  if  it  is  to  estab- 
lish itself  in  the  face  of  foreign  competition.  Without  aid,  the 
American  merchant  marine  can  not  meet  the  competition  of 
ships  under  foreign  flags,  officials  declare. 

The  President  is  declared  to  'favor  helping  the  American 
merchant  marine  in  every  way  possible — short  of  imposition  of 
discriminating  tonnage  dues  and  customs  duties  as  contemplated 
by  section  34  of  the  Jones  merchant  marine  act,  which  the 
President  will  ask  Congress  to  repeal  in  the  special  message. 

The  indications  are  that  Congress  will  not  be  asked  to 
provide  a  direct  subsidy  of  so  many  dollars  per  ton  as  has  been 
urged  by  subsidy  advocates  in  the  past.  That  question,  how- 
ever, has  not  been  settled,  and  will  not  be  settled  until  the  ex- 
perts have  completed  their  report.  A  direct  subsidy  may  be 
recommended  to  aid  ships  in  particular  trade  routes. 

The  reasons  why  the  Administration  believes  a  subsidy  is 
necessary  will  be  outlined  in  an  address  to  be  made  by  Chair- 
man Lasker  at  Milwaukee,  December  13.  In  that  address  Mr. 
Lasker  will  endeavor  to  answer  the  questions  propounded  in  an 
editorial  in  the  issue  of  The  Traffic  World,  July  23,  under  the 
caption,  "Why  a  Merchant  Marine?"  Officials  of  the  board  are 
convinced  that  the  questions  set  forth  in  that  editorial  are  the 
questions  that  must  be  answered  to  the  satisfaction  of  the  pub- 
lic if  the  country  is  to  support  a  subsidy  for  the  development 
of  a  merchant  marine. 

Chairman  Lasker  believes  that  if  Congress  will  grant  a 
subsidy,  it  will  enable  the  Shipping  Board  to  dispose  of  the 
government-owned  fleet  at  a  price  much  greater  than  would  be 
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ible  if  the  vessels  are  to  be  sold  under  existing  conditions. 
\Viih  a  subsidy,  there  will  be  an  incentive  for  investors  to  put 
i  heir  money  in  American  ships,  he  contends.  He  also  believes 
thai  tlic  resulting  difference  in  the  amount  the  board  would  get 
for  its  ships  would  offset  a  direct  subsidy. 

In  connection  with  the  subsidy  question,  study  is  being; 
ui\en  to  section  28  of  the  merchant  marine  act,  which,  if  en- 
forced, would  require  application  of  domestic  rates  to  shipments 
brought  into  or  carried  from  the  United  States  in  foreign  bot- 
toms. The  application  of  this  section  as  a  means  of  helping 
American  shipping  is  regarded  by  Shipping  Board  officials  as 
one  of  the  steps  that  may  be  taken  in  connection  with  the  sub- 
sidy program.  Congress  also  may  be  asked  to  enact  legislation 
under  which  American  vessels  would  get  50  per  cent  of  the 
immigrants  coming  to  the  United  States  under  the  immigration 
law.  Another  aid  that  might  be  given  would  be  the  operation 
of  the  government  transport  services  for  the  Army  and  Navy 
by  private  operators.  Enforcement  of  the  provision  in  the  Jones 
act  extending  the  coastwise  laws  to  the  Philippines  also  might 
be  asked. 

Officials  of  the  Shipping  Board  make  no  prediction  as  to 
what  Congress  will  do  with  the  subsidy  proposals.  They  have 
been  co-operating  closely  in  recent  weeks  with  the  members  or 
the  committees  which  have  to  do  with  marine  legislation  and 
have  laid  the  entire  situation  before  them.  That  there  will  be 
opposition  to  the  granting  of  a  subsidy  in  Congress,  there  is  no 
doubt.  Officials  believe  that  favorable  action  depends  on  the 
case  that  will  be  made  in  behalf  of  the  subsidy  program.  The 
obstreperous  "agricultural  bloc"  will  be  appealed  to  not  to 
"block"  the  proposal,  but  with  the  attitude  of  that  "bloc"  to- 
ward the  railroad  funding  bill  and  other  Administration  meas- 
ures in  mind,  the  chances  for  it  lining  up  behind  the  Adminis- 
tration program  on  the  ship  subsidy  are  not  regarded  as  prom- 
ising. 

The  experts  working  on  the  ship  subsidy  program  are: 
Professor  Emory  R.  Johnson,  of  the  University  of  Pennsylvania; 
W.  L.  Marvin,  vice-president  of  the  American  Steamship  Own- 
ers' Association;  Rear  Admiral  H.  H.  Rousseau;  Admiral  C.  S. 
Williams;  Daniel  H.  Cox,  of  New  York  City,  naval  architect; 
G.  N.  Jones,  who  has  made  a  study  of  ship  subsidies,  and  Nor- 
man Beecher,  admiralty  counsel  for  the  Shipping  Board. 

A  commission  also  is  working  on  the  question  of  marine 
insurance  with  the  view  of  aiding  American  shipping  in  that 
regard.  It  is  composed  of  Professor  William  Leslie,  of  the  Uni- 
versity of  California;  Dr.  S.  S.  Huebner,  of  the  University  of 
Pennsylvania;  W.  C.  Rader,  in  charge  of  marine  insurance  for 
the  Standard  Oil  Co.  of  New  Jersey;  B.  K.  Ogden,  in  charge  of 
marine  insurance  for  the  Shipping  Board,  and  W.  J.  Love,  vice- 
president  of  the  Emergency  Fleet  Corporation. 


LOSS  IN  SHIP  OPERATION 

The   Traffic   World    Washington  Bureau 

Operation  of  the  government  fleet  in  October  resulted  in  a 
total  loss  of  $3,954,000,  according  to  a  statement  made  by  Pres- 
ident Powell  of  the  Emergency  Fleet  Corporation.  Officials  re- 
gard this  showing  as  favorable  because  the  loss  in  August  was 
about  $5,000,000  and  in  June,  more  than  $6,000,000.  The  payroll 
on  an  annual  basis  had  been  cut  to  $10,993,000  as  of  November 
18,  he  said.  The  payroll  on  June  15  was  $15,861,000.  The  cost 
of  caring  for  hoard  vessels  tied  up  was  $3,941,000  on  an  annual 
basis  as  of  June  15  when  956  ships  were  idle,  Mr.  Powell  said. 
This  was  reduced  to  $2,919,000  on  November  17  when  1,300 
ships  were  tied  up,  he  said.  Vice-President  Smull  announced 
that  23  vessels  have  been  leased  to  operators  on  the  bare  boat 
charter  basis. 


RATES  ON  WOOL  AND  MOHAIR 

The   Tragic   World    Washington  Bureau 

In  a  report  on  Dockets  Nos.  8  and  10,  Boston  Wool  Trade 
Association  vs.  Merchants  &  Miners  Transportation  Co.,  the 
United  States  Shipping  Board  has  condemned  rates  on  wool 
and  mohair  in  the  grease,  scoured,  noils,  tops  and  waste,  be- 
tween Boston  and  Philadelphia,  as  unreasonable  but  not  unduly 
prejudicial.  The  report  was  written  by  H.  E.  Manghum,  in 
charge  of  the  divison  of  regulations.  The  maximum  rates  pre- 
scribed by  the  board  represent  reductions  ranging  from  12  to 
27  per  cent  and  average  about  16  per  cent.  The  new  rates  are 
effective  on  or  before  January  1,  on  one  day's  notice. 

The  respondent's  practice  of  limiting  its  port-to-port  rates 
from  pier  to  pier  and  not  including  within  the  application  of 
said  rates  all  receiving  and  delivering  points  within  the  switch- 
ing, free  lighterage  limits  and  water  front  locations  of  Boston 
and  Philadelphia  was  found  not  unreasonable  or  unduly  preju- 
dicial. 

The  board  said  the  gravamina  of  the  complaint,  in  so  far  as 
they  allege  violations  of  section  18  of  the  shipping  act  of  1916, 
were  that  the  respondent  carrier's  commodity  rates  from  Boston 
to  Philadelphia  on  wool  and  mohair  in  grease,  scoured,  noils, 
tops  and  waste,  which  ranged  from  51  to  66%  cents  per  100 
pounds,  carload,  and  from  66%  to  74  cents  per  100  pounds,  in 


less-than-carload  lota,  an  well  ua  its  clans  rates  on  those  com- 
modities from  Philadelphia  to  Boston,  which  range  from  55% 
to  66%  cents  per  100  pounds,  carload,  and  from  66%  to  92% 
cents  per  100  pounds  less-than-carload,  are  unjust,  and  unrea- 
sonable, and  that  the  carload  rates  on  all  poft-to-port  traffic 
moving  between  Boston  and  Philadelphia  are  unjust  and  un- 
reasonable. 

The  rates  prescribed  are  as  follows: 

KKAKOXAHI.i:     .VAXIMI-.M      KATKS     ON     WOO!,     AND     KKNATKH 

AI;TK  I,KS  I:KT\VKK.\  UOSTON  AND  I-IIILAUKM-MIA. 

(In    (Vtit«    IVr    inn    I'onmlB.) 

Boston  to        Philiifli-lphiit 

Commodity.  Philadelphia.            t"  I'.onton. 

Wool  In  grease: 

Carload,   (h)    40  40 

I A-SS  carload   58%  • 

Wool,  scoured: 

Carload,    (a)    48%  «V4 

Less  carload  65  65 

Nolls: 

Carload,    (a)    48%  48% 

Less  carload   65  ?,',< 

Tops: 

Carload,    (a)    58%  58% 

65  65 


45 

55 


Less  carload 
Waste: 

Carload,    (a)    45 

Less  carload   

(a)  Minimum  carload  weight,  10.000  Ihs. 

(b.|  Minimum  carload  weight,  16,000  Ibs. 

The  above  rates  apply  on  the  commodities  as  described  and  set 
forth  in  Merchants  and  Miners  Transportation  Company  Tariff  S  I:, 
171,  in  effect  at  the  time  of  the  hearing. 


IRON  AND  STEEL  TO  PACIFIC 

The  Traffic  World  Washington  Bureau 

Announcement  has  been  made  in  New  York  that  the  Chicago, 
Milwaukee  &  St.  Paul  has  prepared  tariffs  reducing  rates  on  iron 
and  steel  from  Chicago  and  Pittsburgh  to  Pacific  Coast  ports, 
from  71  to  50  cents  per  100  pounds,  for  export  to  China,  Japan, 
and  the  Philippines.  At  the  time  the  announcement  was  made 
nothing  was  known  at  the  Commission  about  any  such  move. 
The  tariffs  had  not  reached  its  files  nor  had  the  Milwaukee  asked 
permission  to  make  the  reduced  rates  operative  on  less  than 
statutory  notice  of  thirty  days. 

This  reduction,  if  proposed,  will  be  regarded  as  a  further 
bid  by  the  railroads  for  a  share  of  the  traffic  that  is  now  moving 
or  supposed  to  be  moving  through  the  Canal  on  low  rates  made 
by  coastwise  ships.  The  Milwaukee  alone  could  not  reduce  the 
rate  from  Pittsburgh.  It  might,  however,  make  a  proportional 
rate  from  Chicago,  to  be  used  on  steel  coming  from  points  east 
thereof,  so  arranged  that  the  proportional,  when  added  to  the 
local  of  the  eastern  connection,  would  have  the  effect  of  extend- 
ing the  reduction  to  the  recognized  center  of  iron  and  steel  pro- 
duction. 

Shipping  men  in  New  York,  assuming  that  the  Milwaukee 
will  be  able  to  put  through  its  plans,  have  made  up  tables  show- 
ing the  total  charge  on  exported  iron  or  steel,  moving  through 
the  different  ports  on  an  ocean  rate  of  $8  per  long  ton  from  Atlantic 
and  Gulf  ports  and  $5  a  ton  from  Pacific  ports.  The  table  is  as 
follows: 


From 

From  Pitts- 

Via —                                          Chicago.  burgh. 
New  York — 

Rail    47.5  28.5 

Ocean    35.5  35.5 

Through    83.0  64.0 

Philadelphia- 
Rail     45.5  26.5 

Ocean    35.5  35.5 

Through    81.0  62.0 

Baltimore — 

Hail    44.5  25.5 

Ocean    35.5   .  35.5 

Through    80.0  61.0 

New  Orleans — 

Rail    46.5  51.5 

Ocean    35.5  35.5 

Through     82.0  87.0 

Mobile — 

Rail    46.5  51.5 

Ocean    35.5  35.5 

Through    82.0  87.0 

Pacific  Coast — 

Rail    71.0  80.0 

Ocean   (present)    25.0  25.0 

Through     96.0  !"." 

Pacific  Coast — 

Rail    50.0  59.0 

Ocean  (proposed)    25.0  25.0 

Through    75.0  84.0 


From 

Youngs-    From  Bir- 
town.    mingham. 


31.5 
35.5 


67.0 


29.5 
35.5 


65.0 


28.5 
35.5 


64.0 


40.0 
35.5 


75.5 


40.0 
35.5 


76.5 


80.0 
25.0 


105.0 


69.0 

25.0 


84.0 


48.5 
35.5 

84.0 

lfi.fi 

35.5 

81.0 

43.5 
35.5 

79.0 

21.5 
35.5 

57.0 

19.0 
35.5 

54.5 

71.0 
25.0 

96.0 
50.0 

75.  n 


CONVERSION   OF  BATTLE  CRUISERS 

President  Powell  of  the  Emergency  Fleet  Corporation  has 
announced  that  if  the  Hughes  plan  for  limitation  of  naval  arma- 
ment is  accepted,  it  will  be  practicable  to  convert  battle  cruisers 
the  United  States  now  has  under  construction  into  fast  pas- 
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senger  liners  for  service  between  the  United  States  and  Europe. 
The  government  has  six  battle  cruisers  under  construction  or 
planned  for  building.  Mr.  Powell  said  the  vessels  would  be  non- 
sinkable  because  of  the  bulkhead  construction. 

HOOVER'S   TRANSPORTATION   DIVISION 

The   Traffic   World    Washington  Bureau 

The  first  authoritative  statement  as  to  the  scope  of  the  work 
of  the  Transportation  Division  established  recently  by  Secre- 
tary Hoover,  of  the  Department  of  Commerce,  was  made  this 
week  by  E.  S.  Gregg,  chief  of  the  division. 

"The  Transportation  Division  offers  a  threefold  service," 
said  he.  "It  is  prepared  to  assist  importers  and  exporters  in  the 
solution  of  concrete  inland  and  ocean  traffic  problems;  to  ship- 
ping companies  and  the  Shipping  Board  it  furnishes  basic  in- 
formation, heretofore  not  readily  available,  on  the  volume  of 
trade  and  the  tonnage  on  the  various  routes  as  related  to  the 
establishment  or  maintenance  of  steamship  services;  and  to  the 
general  public  its  service  consists  in  publishing  fundamental 
facts,  without  which  there  can  be  no  intelligent  solution  of  the 
problems  of  our  merchant  marine. 

"Exporters  and  importers  have  frequently  incurred  large 
losses  because  of  improper  methods  of  packing,  routing  and  ship- 
ping their  goods.  In  the  interests  of  our  foreign  trade  it  is  nec- 
essary that  shipments  go  forward  promptly  and  economically. 
The  transportation  division  has  been  organized  to  aid  the  ship- 
pers of  the  country  in  the  solution  of  their  traffic  problems. 

"The  services  of  the  division  have  been  placed  at  the  dis- 
posal of  shippers  and  receivers,  traffic  organizations,  mercantile 
associations  and  technical  bodies.  Information  and  advice  are 
furnished  on  rates,  routes,  packing,  warehousing  and  other  trans- 
portation problems.  A  file  of  ocean,  rail  and  inland-water  rates 
on  import  and  export  commodities  is  being  built  up,  which  en- 
ables the  division  to  furnish  information  concerning  all  kinds  of 
rates. 

"A  manufacturer  in  Michigan  wanted  to  know  the  railroad 
rates  or  the  joint  rail  and  inland  water  rates  to  the  various  ports 
in  order  to  determine  the  cheapest  way  to  send  his  machinery — 
a  dollar-and-cents  service  easily  supplied  by  the  transportation 
division,  but  not  available  elsewhere  except  at  a  price.  Further- 
more, the  division  can  advise  the  manufacturer  in  Michigan  or 
any  other  state  how  cheaply  his  domestic  competitor  in  Wis- 
consin or  Ohio  can  lay  down  machinery,  or  any  other  article,  at 
the  various  ports — information  of  great  value  from  the  competi- 
tive standpoint.  The  division  will  be  able  shortly  to  furnish  rates 
on  various  commodities  from,  say,  Liverpool  to  Buenos  Aires, 
along  with  those  from  American  ports  to  Buenos  Aires,  thus  giv- 
ing the  American  manufacturer  an  indication  of  how  to  meet 
the  terms  of  his  foreign  competitor. 

"Arrangements  have  'been  made  with  freight  traffic  commit- 
tees in  the  various  territories  of  this  country  to  secure  ad- 
vanced information  on  proposed  rate  changes  affecting  import 
and  export  commodities,  and  with  the  various  railway  associa- 
tions and  the  Bureau  of  Railway  Economies  to  secure  and  dis- 
seminate transportation  data, 

"The  taxpayers  of  the  United  States  have  invested  nearly 
•$4,000,000,000  in  shipping,  and  in  addition  hundreds  of  millions 
of  dollars  have  been  put  in  shipping  ventures  and  shipyards  by 
private  companies.  Heretofore  our  trade  information  has  been 
collected  and  published  from  a  commercial  viewpoint  and  largely 
in  terms  of  value.  The  transportation  division  was  organized  to 
furnish  basic  information  as  to  the  volume  of  cargo  moving  over 
the  principal  trade  routes  of  the  world  in  order  that  the  neces- 
sary steamship  services  might  be  established  as  an  aid  to  our 
trade.  Since  all  sections  of  the  business  community  are  vitally 
interested  in  the  proper  solution  of  our  shipping  problems,  the 
transportation  division  hopes  to  have  complete  co-operation. 

"Aid  is  given  to  shipping  companies  with  reference  to  port 
conditions  and  facilities,  bunkering  stations,  the  volume  of  over- 
seas cargo  shipments,  the  extent  of  foreign  competition,  and  the 
like.  With  the  advice  of  the  American  Steamship  Owners'  Asso- 
ciation, a  report  on  foreign  steamship  fuel  stations  is  to  be  pre- 
pared. Another,  for  handy  reference,  concerning  the  depth  of 
water  in  various  ports  is  contemplated.  Steamship  operators 
can  be  furnished  with  the  latest  changes  in  regulations  and  dues 
in  foreign  countries  and  with  existing  legislation  concerning 
shipping.  The  division  is  able  to  furnish  steamship  companies 
with  basic  information  concerning  imports  and  exports  in  long 
tons,  by  port  of  origin  and  destination — data  heretofore  not  avail- 
able and  invaluable  to  steamship  operations.  The  division  is  in 
a  position  to  advise  concerning  the  establishment  of  new  or  the 
maintenance  of  old  steapship  services  in  so  far  as  trade  facts 
and  the  performance  of  vessels  are  concerned." 


which    was    attended    by    about    fifty   operators    and    assistants. 
Mr.  Love  said  rates  were  not  discussed  in  the  conference. 


MEETING  OF  SHIP  OPERATORS 

A  "get-together"  meeting  of  ship  operators  in  the  United 
Kingdom  trade  from  north  Atlantic,  south  Atlantic  and  Gulf 
ports  was  held  at  the  offices  of  the  Shipping  Board  in  Wash- 
ington, December  5.  W.  J.  Love,  vice-president  of  the  Fleet 
Corporation,  in  charge  of  traffic,  presided  at  the  conference, 


SHIPPING    BOARD   CLAIMS 

The  Shipping  Board,  in  a  report  to  the  Senate  in  response 
to  a  resolution,  stated  that  unpaid  claims  and  debts  of  the  board 
aggregated  $350,374,358  on  September  30  and  that  the  board  had 
$130,830,000  available  to  meet  such  indebtedness.  Claims  pend- 
ing against  the  board  were  given  as  $292,155,843. 

BUILDING    OF    SHIPS 

'  On  November  1,  1921,  private  American  shipyards  were 
building  or  had  under  contract  to  built  for  private  shipowners 
114  steel  vessels  of  319,426  gross  tons,  compared  with  120  steel 
vessels  of  365,686  gross  tons,  on  October  1,  1921.  These  figures 
do  not  include  government  ships  or  ships  building  or  contracted 
for  by  the  United  States  Shipping  Board. 


TO  REPEAL  SECTION  34 

Representative  Burton  of  Ohio  has  introduced  a  bill  (H.  R. 
9352)  providing  for  the  repeal  of  section  34  of  the  merchant 
marine  act.  Mr.  Burton  said  he  was  in  thorough  accord  with 
President  Harding's  reference  to  this  section  in  his  message  to 
Congress. 


FORMER  GERMAN  VESSEL  SOLD 

President  Powell  of  the  Emergency  Fleet  Corporation  has 
announced  the  sale  of  the  Callao,  former  German  vessel,  to  the 
Robert  S.  Dollar  Company  for  $375,000  cash.  The  vessel  had 
been  appraised  at  $400,000.  The  Dollar  company  will  convert 
the  ship  into  an  oil  burner  and,  it  is  understood,  will  lease  it  to 
the  Admiral  Line  for  operation  on  the  west  coast  of  the  United 
States. 


SHIPPING  BOARD  VESSELS  FOR  SALE 
Commissioner  Benson  of  the  Shipping  Board  has  announced 
that,  in  the  interest  of  developing  Diesel  engine  driven  tonnage, 
the  board  will  offer  for  sale  twenty  of  its  vessels  to  purchasers 
who  will  agree  under  bond  or  other  satisfactory  guarantee  to 
install  full  Diesel  propelling  machinery  in  such  vessels.  This 
installation  in  a  10,000-ton  vessel  will  cost  about  half  a  million 
dollars,  it  is  estimated.  Diesel  tonnage  is  selling  abroad  at  from 
$60  to  $80  a  ton. 


SOUTHERN  PACIFIC  CASE  REOPENED 

The   Traffic   World    Washington  Bureau 

The  Commission  has  reopened  No.  6606,  the  application  of 
the  Southern  Pacific  to  extend  its  steamship  service  to  Port 
Arthur  and  other  Texas  ports,  including  Houston.  The  reopen- 
ing was  ordered  on  application  of  the  Boston  Chamber  of  Com- 
merce, Houston  Chamber  of  Commerce,  and  Houston's  City 
Government  and  Harbor  Board.  They  opposed  an '  extension  of 
the  service,  but  have  changed  their  position  and  asked  that  the 
order  be  modified  so  as  to  permit  it. 


MISSISSIPPI    CENTRAL   SERVICE 

The  Mississippi  Central  Railroad  has  extended  its  opera- 
tions into  Mobile,  Ala.,  having  acquired  under  lease  the  branch 
line  of  the  Gulf,  Mobile  &  Northern  Railroad,  extending  from 
Hattiesburg  to  Beaumont,  with  trackage  rights  over  the  main 
line  of  the  G.  M.  &  N.  from  Beaumont  to  Mobile,  Ala.,  a  dis- 
tance of  69  miles.  The  G.  M.  &  N.  ceased  operation  of  the 
branch  line  from  Hattiesburg  to  Beaumont,  August  15. 

Effective  the  same  date,  a  physical  connection  was  estab- 
lished with  the  Louisiana  &  Arkansas  Railway,  operating  into 
Vidalia,  La.,  which  is  directly  across  the  river  from  Natchez, 
Miss.  The  freight  schedules  of  the  two  lines  were  unified  so  as 
to  form  a  continuous  through  movement  of  freight  and  Shreve- 
port  and  other  L.  &  A.  junctions  to  Hattiesburg,  Miss.,  and  Mo- 
bile. Ala.,  at  which  points  connections  are  made  with  the  South- 
ern Railway  and  Louisville  &  Nashville  Railroad. 

Under  this  arrangement  a  new  direct  route  is  opened  for  the 
handling  of  freight  traffic  between  the  southeast,  southwest  and 
west.  The  new  route  has  established  outside  agencies  at  Kan- 
sas City,  Oklahoma  City,  Dallas,  Mobile  and  Atlanta.  Under  the 
new  arrangement  freight  is  put  across  the  Mississippi  River  by 
ferry  at  Natchez  without  a  break  and  a  through,  continuous 
movement  is,  therefore,  available  from  Shreveport  or  other  L.  & 
A.  junctions  to  Hattiesburg  and  connection  with  the  .Southern 
Railway  System,  and  to  Mobile  and  connection  with  the  Louis- 
ville &  Nashville  Railway. 


K.  C.   M.  &   O.    LOAN 

The  Commission  has  granted  authority  to  William  T.  Kem- 
per,  receiver  of  the  Kansas  City,  Mexico  &  Orient  Railroad  Co.,  to 
issue  a  receiver's  certificate  for  $2,500,000  for  pledge  with  the 
Secretary  of  the  Treasury  for  a  loan  of  like  amount  authorized 
by  the  Commission.  Commissioner  Daniels,  who  dissented  from 
the  order  authorizing  the  loan,  noted  his  dissent, 
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WESTERN  GRAIN  CASE 

Thi   Traffic   World    Washington  Bureau 

The  Commission  has  assigned  the  petition  of  the  railroad* 
for  a  rehearing  in  12929,  the  western  grain  rate  case,  for  argu- 
ment at  10:30,  December  14.  the  day  and  hour  it  begins  its 
general  inquiry.  Setting  down  for  argument  the  petition  for 
rehearing  at  that  time  Is  regarded  as  almost  the  same  as  a 
grant  of  the  prayer  of  the  railroads.  The  fact  that  there  is  to 
be  a  discussion  of  the  petition  for  rehearing  at  the  same  time 
that  i  he  Amoral  inquiry  is  begun  brings  about  an  official  con- 
nection between  the  two  cases  which  they  have  not  heretofore 
had. 

Any  hope  the  railroad  executives  might  have  had  that  the 
men  who  initiated,  prosecuted,  and  won  No.  12929,  commonly 
known  as  the  western  grain  rate  case,  would  agree  to  their 
plan  to  have  a  nation-wide  ten  per  cent  reduction  on  farm  prod- 
ucts substituted  for  the  orders  of  the  Commission  decreeing 
larger  reductions  on  grain,  grain  products,  hay  and  straw  in 
the  western  and  mountain-Pacific  groups,  was  dispelled,  Decem- 
ber 6,  when  Clyde  M.  Reed,  chairman  and  traffic  counsel  for  the 
Public  Utilities  Commjssion  of  Kansas,  the  body  that  started 
the  case,  filed  his  answer  to  their  application  for  reopening  the 
initiation  of  a  general  inquiry  (when  has  been  ordered)  and 
the  substitution.  Reed  devoted  himself  entirely  to  the  applica- 
tion for  reopening,  ignoring  the  other  matters  in  the  application 
of  the  executives. 

After  saying  that  the  Kansas  commission  protested  against 
granting  a  rehearing,  and  setting  forth  the  reasons  given  by 
the  Commission  for  holding  that  rates  would  be  unjust  and 
unreasonable  for  the  future,  Reed,  in  support  of  his  protest,  said: 

That  the  petitioners'  application  for  a  rehearing  is  in  substance 
an  offer  to  compromise  the  decision  in  I.  C.  C.  Docket  No.  12929  and 
the  subsequent  order,  and  a  request  that  the  Commission  stultify  itself 
by  receding  from  its  original  position  and  ordering  a  reduction  of  10 
per  cent  on  all  farm  commodities  after  a  specific  finding  by  that 
tribunal  of  unreasonableness  and  the  extent  thereof. 

That  the  petitioners  fail  to  show  any  change  in  conditions  or  any 
additional  facts  which  were  not  before  the  Commission  at  the  time  of 
the  original  hearing. 

That  the  petitioners  in  their  application  for  rehearing  proceed  on 
the  theory  that  the  reductions  were  made  solely  in  view  of  the  eco- 
.  nomic  condition  of  the  agricultural  industry,  ignoring  the  most  potent 
factor  of  the  decision,  and  that  is  the  finding  of  the  Commission  that 
the  transportation  rates  would  be  for  the  future  unjust  and  unreason- 
able to  a  certain  specific  extent. 

That  the  petitioners'  position  in  this  case  Is  tantamount  to  an 
admission  that  the  rates  on  all  farm  products  are  unreasonable,  and 
in  view  of  this  the  question  alone  to  be  determined  is  the  extent  of  the 
unreasonableness.  As  far  as  grain,  grain  products  and  hay  are  con- 
cerned the  extent  of  unreasonableness  has  been  determined  by  the 
Interstate  Commerce  Commission  in  I.  C.  C.  Docket  No.  12929. 

That  the  petitioners'  application  for  a  rehearing  fails  to  state  suffi- 
cient grounds  to  warrant  the  reopening  of  this  case. 

Therefore  the  Public  Utilities  Commission  of  the  State  of  Kansas 
prays  that  the  application  of  the  carriers  for  rehearing  in  I.  C.  C. 
Docket  No.  12929  be  denied. 


THE  AGRICULTURAL  REDUCTION 

The   Traffic   World   Washington  Bureau 

Arrangements  whereby  the  carriers  may  carry  out  their  plan 
to  make  a  nation-wide  ten  per  cent  reduction  on  all  articles  in 
the  agricultural  list  were  completed  and  announced  by  the  Com- 
mission December  3.  Three  orders  on  the  subject  were  issued. 
All  are  permissive.  In  form  they  are  like  those  put  out  to  enable 
the  carriers  to  take  the  benefits  of  the  Commission's  report  on 
Ex  Parte  No.  74. 

The  first  is  special  permission  No.  55,940,  authorizing  the  re- 
duction on  grain  and  grain  products  and  hay  to  he  made  on  one 
day's  notice  throughout  the  country,  on  one  day's  notice  on  the 
rest  of  the  articles  in  the  list  except  to  New  England,  and  on 
five  days'  notice  to  that  part  of  the  country.  This  filing  must  be 
done,  if  at  all,  by  December  31. 

The  second  is  a  general  order  modifying  all  outstanding  un- 
expired  orders  of  the  Commission,  whether  or  not  effective  on  the 
date  of  this  order  (December  3),  and  all  suspension  orders,  to  the 
extent  necessary  to  permit  the  proposed  ten  per  cent  reduction 
to  be  applied  to  rates  and  charges  authorized  or  prescribed  in 
or  maintained  or  held  by  virtue  of  outstanding  orders. 

The  third  is  fourth  section  order  No.  8112,  authorizing  such 
departures  from  the  provisions  of  the  fourth  section  as  may  be 
necessary  to  make  effective  the  proposed  ten  per  cent  lowering 
or  rates  on  what  the  Commission  calls  products  of  the  farm, 
garden,  range  and  orchard. 

The  special  permission  authorizes  the  railroads  to  disregard 
the  tariff  filing  rules  to  the  extent  necessary  to  enable  them  to 
die  master  tariffs  such  as  were  used  in  Ex  Parte  No.  74.  Each 
tariff  carrying  rates  on  the  products  falling  within  the  list  of 
commodities  on  which  the  executives  offered  to  make  the  ten 
per  cent  reduction  will  have  attached  to  it  a  table  of  figures 
arranged  in  two  columns  from  which  a  shipper  can  learn  that  if 
his  present  rate  is  $1  and  it  has  not  been  decreased  since  Sep- 
tember 1,  1920,  it  will  be  only  90  cents  on  and  after  the  effective 
date  of  the  supplement. 

In  the  exceptions  the  supplements  will  show  that  the  reduc- 
tion will  not  apply  to  the  separately  published  rates  for  'hack- 


haul  or  out-of-line  hauls,  terminal  services  or  facilities,  weighing, 
diversion,  reconsignment,  lighterage,  floatage,  storage  (including 
track  storage),  transfer,  demurrage,  car  service,  refrigeration, 
Icing,  elevation  or  other  special  or  accessorial  service;  to  the 
minimum  charge  of  $15  per  car,  and  the  minimum  clans  rates 
when  published  as  such. 

Where  rates  are  made  by  the  addition  of  arbltrarles,  to  or 
i.om  base  points  in  Connecticut.  Massachusetts,  Maine,  New 
Hampshire,  Rhode  Island  or  Vermont  such  arbitrages  will  not 
be  reduced. 

The  preceding  paragraph  was  put  In  so  as  to  make  certain 
that  the  reduction  would  not  apply  on  traffic  within  New  Eng- 
land or  from  that  section.  The  reduction  will  apply  on  rates  into 
New  England,  but  not  on  traffic  within  that  territory  or  there- 
from. That  reservation  was  made  because  the  New  England  car- 
riers are  supposed  to  be  in  worse  financial  condition  than  in  any 
other  part  of  the  country. 

This  special  permission  and  the  other  orders  supplementing 
it  are  to  be  used  by  the  carriers,  if  at  all,  before  December  31. 
The  lower  rates  are  to  remain  in  force  for  six  months. 

While  the  terms  of  the  order  modifying  outstanding  and  un- 
expired  orders  of  the  Commission,  whether  effective  on  Decem- 
ber 3  or  not,  may  seem  to  'be  broad  enough  to  enable  them  to 
disregard  the  order  of  the-  Commission  in  the  western  grain 
rate  case,  the  carriers  do  not  understand  that  it  relieves  them 
from  the  mandate  in  that  case,  under  which  lowered  rates  on 
grain  and  grain  products,  hay  and  straw,  are  to  be  made  effect- 
ive not  later  than  December  27.  Nor  does  life  Commission  so 
interpret  it. 

That  fact,  however,  did  not  disturb  those  who  recalled  that 
the  carriers,  in  their  application  for  reopening  of  the  western 
grain  rate  case,  asked  the  Commission  to  allow  the  substitution 
of  the  10  per  cent  nation-wide  reduction  for  the  greater  reduc- 
tions ordered  in  that  case.  They  had  no  reason  to  doubt  that  in 
the  routine  of  business  the  Commission  would  reopen  that  case 
and  suspend  the  operation  of  its  order  "until  the  further  order 
of  the  Commission."  The  point  was  made  by  those  who  discussed 
the  question  as  to  whether  the  order  modifying  outstanding 
orders  of  the  Commission  was  sufficient  to  permit  disregard  of 
the  order  in  the  western  grain  rate  case,  that  disregard  of  the 
order  in  that  case  was  not  necessary  to  enable  the  carriers  to 
make  a  ten  per  cent  reduction  in  the  west,  before  the  effective 
date  of  the  order  in  the  formal  case. 

The  order  in  the  western  grain  rate  case  could  not  have  been 
set  aside  or  suspended,  on  reopening  proceedings,  by  the  time 
the  orders  smoothing  the  way  for  the  ten  per  cent  reduction  were 
put  out.  Under  the  rules  of  the  Commission  the  adverse  party 
to  an  application  for  reopening  is  entitled  to  ten  days  from  the 
service  of  the  application  for  reopening  to  answer  the  representa- 
tions made  by  the  applicant  for  reopening.  Under  that  rule  the 
attorneys  who  represented  the  complainants  in  the  western  case 
had  until  December  6  to  file  their  objections,  if  any,  to  the  pro- 
posal of  the  carriers  for  reopening  and  substitution. 

It  is  well  known  that  the  executives  who  conferred  with  the 
commissioners  on  November  12  obtained  the  impression  that  the 
latter  would  look  with  favor  on  substitution  of  the  ten  per  cent 
nation-wide  reduction  for  the  heavier  cut  in  the  west.  When  they 
met  in  New  York  four  days  later  they  acted  on  the  belief  'that 
the  Commission  would  agree  to  the  substitution.  Had  they  not 
had  that  belief  they  would  not  have  proposed  the  ten  per  cent 
nation-wide  lowering  of  rates  on  all  agricultural  products. 

If  the  executives  misjudged  the  attitude  of  the  commission- 
ers they  will  be  in  a  position  to  withdraw  the  offer  of  a  ten  per 
cent  nation-wide  reduction.  They  are  under  no  compulsion  to 
file  the  tariffs  making  the  ten  per  cent  cut.  In  the  event  that  at 
any  time  prior  thereto  they  should  learn  anything  leading  them 
to  believe  that  the  Commission  would  not  allow  the  substitution 
of  the  ten  per  cent  cut  for  the  heavier  one  in  the  west  they  could 
stop  the  machinery  they  have  set  in  motion  and  decline  to  act 
under  the  permissive  orders  promulgated  December  3.  They 
have  control  of  the  situation.  The  Commission,  it  was  pointed 
out  in  the  discussion  following  the  promulgation  of  the  permis- 
sive orders,  could  insist  on  compliance  with  its  order  in  the  west- 
ern grain  rate  case,  operative  December  27.  It  was  also  pointed 
out  that  the  railroad  executives  could  insist  on  the  substitution 
of  the  ten  per  cent  cut  for  the  western  reduction  as  the  price  of 
the  nation-wide  relief  to  the  farming  industry  with  as  much  posi- 
tiveness  as  the  Commission  could  insist  on  obedience  to  its  order 
in  the  western  case. 

But,  as  before  indicated,  there  was  nothing  known  at  the 
time  the  permissive  orders  were  issued  that  would  warrant  any 
one  in  believing  that,  in  the  course  of  routine,  the  Commission 
would  not  reopen  the  western  grain  case  and  postpone  the  opera- 
tive date  of  its  order  until  the  further  order  of  the  Commission, 
if  it  did  not  care  absolutely  rescind  it. 

The  text  of  the  special  permission,  exclusive  of  the  details  in 
the  attached  exhibits  showing  how  the  blanket  or  master  supple- 
ments are  to  be  made  up,  is  as  follows: 

Whereas,  Carriers  having1  requested  permission  to  make  a  tem- 
porary reduction  of  ten  (10)  per  cent  in  the  freight  rates  on  cer- 
tain products  of  the  farm,  garden,  range  and  orchard  effective  on 
short  notice  at  as  early  a  date  and  in  as  inexpensive  a  manner  as 
possible;  and, 

Whereas,    Carriers    have    requested    such    modification    of   the 
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tariff  rules  of  the  Commission  as  will  permit  the  filing  of  master- 
tariffs  and  special  supplements  to  freight  tariffs  in  abbreviated 
form:  and 

It  appearing:,  That  the  Commission's  rules  and  regulations, 
Tariff  Circular  18-A,  in  section  (b)  of  rule  4,  require  tariff  pub- 
lications to  show  the  forms  and  numbers  of  powers  of  attorney 
and  concurrences  under  authority  of  which  participating  carriers 
are  named;  in  section  (i)  of  rule  4  require  an  explicit  statement 
of  rates,  ih  cents  or  in  dollars  and  cents,  per  100  pounds,  per 
barrel,  or  other  packages,  per  ton  or  per  car,  together  with  the 
name  or  designation  of  the  places  from  and  to  which  they  apply; 
in  section  (e)  of  rule  9  limit  the  number  of,  and  the  volume  of 
effective  supplements  to  any  tariff  and  forbid  supplements  to 
tariffs  issued  in  loose-leaf  form,  and  tariffs  of  less  than  five  pages; 
in  section  (h)  of  rule  9  provide  that  no  other  kind  of  supplement 
other  than  a  bridge  supplement  may  be  made  effective  within 
thirty  days  from  the  effective  date  of  the  tariff  supplemented;  in 
section  (a)  of  rule  54  provide  that  rates  filed  must  be  allowed  to 
go  into  effect,  and  cannot  be  changed  for  at  least  thirty  days  after 
the  date  when  the  rates  have  become  effective;  and  in  its  suspen- 
sion orders  prohibit  reductions  in  rates  sought  to  be  reduced  by 
rates  which  are  under  suspension; 

It  is  ordered,  That  the  provisions  of  Tariff  Circular  ISA  in 
rules  4  (b),  4  (i),  9  (e)  and  54  (a),  and  of  suspension  orders,  be, 
and  they  are  hereby,  temporarily  waived  in  the  particulars  here- 
inafter set  forth. 

It  is  further  ordered,  That  the  said  reduced  rates  on  traffic 
to  New  England,  except  on  grain  and  grain  products  and  hay,  may 
be  made  effective  upon  posting  and  filing  in  the  manner  required 
by  law  on  five  (5)  days'  notice  and  on  all  other  traffic,  including 
grain  and  grain  products  and  hay  to.  New  England,  may  be  made 
effective  upon  one  (1)  day's  notice. 

It  is  further  ordered,  That  carriers  or  their  agents  be,  and  they 
are  hereby,  permitted  to  file  tariffs  of  reduced  rates  and  special 
connecting  link  supplements  to  rate  tariffs  referring  to  the  tariff 
of  reduced  rates -to  provide  for  the  changes  in  rates  requested, 
provided  that  such  tariff  of  reduced  rates  and  special  connecting 
link  supplements  shall  be  issued  substantially  in  the  manner  and 
form  shown  in  exhibits  A  and  B  attached  hereto  and  made  a 
part  hereof. 

It  is  further  ordered,  That  carriers  be,  and  they  are  hereby, 
permitted  to  file  exceptions  to  classifications  and  regular  supple- 
ments to  freight  tariffs  which  shall  explicitly  publish  the  said 
reductions  in  rates  in  manner  and  form  required  by  section  (i)  of 
rule  4  of  Tariff  Circular  ISA,  without  regard  to  the  number  of  or 
volume  of  the  effective  supplements  to  the  tariffs  thus  supple- 
mented. Such  supplements  shall  contain  references  to  authorities 
of  the  Commission  as  shown  on  the  title  page  of  Exhibit  A  and 
shall  contain  substantially  the  following: 

"Effective the  rates  on shown 

in  item  No (or  page  No of  tariff,   or  page 

No of  supplement  No )  are  hereby  suspended. 

In  lieu  thereof  the  rates  shown  herein  apply  and  will  ex- 
pire with Effective 

(here  show  date  immediately  following  date  of  expiration), 
the   rates   named   in   this   tariff  and   effective    supplements 
(or  in  tariffs  subject  hereto)  will  again  apply." 
It  is  further  ordered,  First:  That  such  special  connecting  link 
supplement    may    be    designated    as    supplement    to    one    or    more 
tariffs,    including   loose-leaf   tariffs   of   less   than   five   pages   when 
desirable,   may   be   filed   without   regard   to   the   number  of   or   the 
volume    of    the    effective    supplements    to    the    tariff    thus    supple- 
mented; 

Second:  That  such  special  connecting  link  supplement  shall 
be  posted  with  each  tariff  to  which  it  is  a  supplement,  as  required 
by  the  Commission's  order  of  October  12,  1915;  that  such  tariffs 
of  reduced  rates  and  supplements  to  classifications  containing  the 
reduced  tables  of  rates  shall  be  regularly  posted  and  that  tariffs 
of  reduced  rates  shall  remain  posted  at  all  stations  at  which  the 
special  connecting  link  supplements  making  reference  thereto  are 
posted  until  such  supplements  have  been  specifically  canceled; 

Third:  That  such  special  connecting  link  supplement  may  not 
contain  any  matter  other  than  the  provisions  for  reducing  rates 
referred  to; 

Fourth:  That  no  special  supplement,  issued  in  the  form  herein 
authorized  to  be  filed,  shall  at  any  time  be  reissued  in  like  form 
unless  authorized  by  special  permission  of  the  Commission; 

Fifth:  That  each  such  special  connecting  link  supplement, 
which  does  not  bear  an  expiration  date,  shall  be  canceled  by  the 
first  rate  supplement  filed  after  the  tariff  of  reduced  rates  has 
expired  and  if  no  regular  rate  supplement  is  filed  within  sixty 
(60)  days  from  such  expiration  date,  by  a  special  supplement  is- 
sued for  the  express  purpose  of  making  cancellation.  Such  spe- 
cial cancellation  supplement  may  be  issued  without  regard  to  the 
requirements  of  rule  9  (e)  of  Tariff  Circular  ISA  and  shall  bear 
reference  to  this  special  permission.  The  supplement  making  the 
cancellation  shall  contain  the  following- 

"Tariff  of  Reduced  Rates I.  C.  C.  No 

having  expired  with this   supplement 

is  canceled  to  clear  the  records." 

It  is  further  ordered,  That  tariffs  made  subject  to  the  tariffs 
of  reduced  rates  and  which  are  entitled  to  a  supplement  under 
rule  9  (e)  of  Tariff  Circular  No.  ISA  may  be  supplemented  for  the 
purpose  of  reissuing  rates  and  of  making  ordinary  changes  in 
rates,  and  to  provide  in  connection  therewith  that  such  rates  are 
subject  to  the  table  of  reduced  rates.  Each  such  supplement  shall 
bear  at  the  top  of  its  title  page  the  following  notation  in  bold 

"Certain  rates   named   in  this   supplement   are   subject 
to   reductions  as  shown   in  connection   therewith  " 

t  is  further  ordered.  That  tariffs  made  subject  to  a  tariff  of 
reduced   rates  may  be   reissued  and  sueh   reissue  made   subject   to 
PC   of   reduced   rates   by  a   supplement   numbered    1   thereto 
filed  with  and  effective  on  the  same  date  as  the  tariff 

This    special    permission    is    void    except   as    to    the    next    two 
pr.<:c.cd'nS'  Paragraphs   if  schedules  issued   hereunder  are   not  filed 
tne  Commission  on  or  before  December  31,  1921. 

The  order  modifying  the  outstanding  and  unexpired  orders 
of  the  Commission  so  as  to  make  smooth  the  way  for  the  re- 
duction supplements  is  as  follows: 

It  appearing.  That  the  carriers  in  Official.  Southern  and  West- 
ilflcatlon  territories  have  proposed  a  general  reduction  for 
ixperimental  period  of  six  months  of  approximately  10  per  cent 
on  certain  produces  of  the  farm,  garden,   range  and  orchard: 

it  further  appearing,  That  it  is  necessary  to  secure  a  modifica- 

>f  all   outstanding  unexpired  orders   of  this  Commission  af- 

InSflif  «?£  *°n  A"6   cqmn>odities    named    to.    from    and    between 

Fm?lfln,i    »nH  j£rrit°-7  described,  but  not  between  points  in   New 

rv?r  >*?  VT    &  thTe  said  carriers,  by  their  agents  W.  J.  Kelly    W    S 

Curlett.  N.  W.  Hawkes,  J.  H.  Glenn,  J.  J.  Cottrell.  W.  P    Emerson,' 


F.  Li.  Speiden,  R.  H  Countiss,  F  W.  Gomph,  A.  C.  Fonda,  F.  A. 
•Leland,  E.  P.  Boyd  and  S.  J  Henry,  have  filed  a  petition  for  such 
modification,  in  order  that  they  may  proceed  with  the  publication 
of  reduced  rates  on  the  basis  in  question; 

It  is  ordered,  That  all  outstanding  unexpired  orders  of  the 
Commission,  whether  or  not  effective  upon  the  date  of  this  order, 
authorizing  or  prescribing  rates  and  charges  which  have  or  have 
not  been  published  at  the  date  of  this  order,  and  all  outstanding 
suspension  orders,  be,  and  they  are  hereby,  modified  to  the  extent 
necessary  to  permit  the  proposed  reductions  referred  to  in  the 
preceding  paragraph,  to  be  applied  to  the  rates  and  charges  au- 
thorized or  prescribed  in  or  maintained  or  held  by  virtue  of  said 
outstanding  orders;  but  that  in  all  other  respects  said  orders  shall 
remain  in  full  force  and  effect. 

It  is  further  ordered.  That  all  tariffs  or  supplements  changing 
rates  now  maintaind  or  held  by  virtue  of  outstanding  orders  of 
this  Commission  shall  bear  on  their  title  page  the  following: 

"Rates  shown  in  this  supplement  (or  tariffs  supplemented 
hereby),  published  under  authority  of  outstanding  orders  of  the 
Interstate  Commerce  Commission,  are  reduced  herein  under  au- 
thority of  order  of  the  Interstate  Commerce  Commission  entered 
December  3,  1921." 


UNCERTAINTY   AS    TO    RATES 

The   Traffic   World    Washington  Bureau 

Agitation  for  lower  freight  rates  and  the  probability  that  it 
will  result  in  a  measure  of  success  is  causing  a  slowing  up  of 
business  such  as  President  Harding  did  not  expect,  it  is  believed, 
when  he  began  it  in  his  address  to  Congress  in  April.  The 
slowing  up  has  been  forced  on  official  attention  and  commented 
on,  particularly  in  Secretary  Wallace's  official  newspaper,  the 
Market  Reporter,  of  the  Department  of  Agriculture.  Revision  of 
the  tax  law,  it  is  believed,  also  has  contributed  to  the  slowing 
up.  A  further  belief  is  that  toward  the  end  of  the  month  it  will 
cause  the  volume  of  freight  to  shrink  perceptibly.  Times,  how- 
ever, have  been  so  abnormal  that  the  weight  to  be  assigned  to 
the  freight  rate  factor  in  the  problem  of  restoring  normalcy  is  a 
matter  of  uncertainty. 

In  its  review  of  the  hay  and  feed  market  for  the  week  end- 
ing November  26,  reported  in  the  Market  Reporter  of  December 
3,  Secretary  Wallace's  staff  said  the  hay  market  situation  "was 
rather  unsettled.**  The  expected  reduction  in  freight  rates  ef- 
fective November  21  did  not  materialize  and  much  of  the  trade 
is  still  holding  off  both  shipments  and  purchases  until  freights 
are  lower." 

Verbal  declaration  by  grain  and  hay  traffic  managers,  since . 
November  20,  have  been  to  the  effect  that  grain  men  who  acted 
on  the  assumption  that  lower  rates  would  go  into  effect  No- 
vember 20  in  the  Western  and  Mountain-Pacific  groups  suffered 
severe  losses  because  they  were  not  able  to  make  deliveries  on 
contracts  made  on  the  theory  that  the  reduction  would  take 
place  on  that  day.  They  could  not  make  deliveries  without  ab- 
sorbing the  differences  between  the  rates  that  were  in  effect 
and  those  which  would  have  become  operative  had  the  carriers 
acted  on  the  advice  given  in  the  report  in  the  Western  Grain 
Rate  case. 

Further  uncertainty  fell  on  the  grain  men  December  3  when 
the  Commission  issued  its  special  permission  authorizing  the 
carriers  to  make  a  general  reduction  of  ten  per  cent  on  all 
products  of  the  range,  farm,  garden,  and  orchard,  without  say- 
ing anything  about  whether  that  ten  per  cent  reduction  would 
be  accepted  as  a  substitute  for  the  heavier  cuts  in  the  Western 
and  Mountain-Pacific  groups  ordered  November  21,  to  be  oper- 
ative December  27.  The  grain  men,  especially  those. who  were 
burned  on  their  pocket  nerves  through  their  erroneous  assump- 
tion that  reductions  would  take  place.  November  20,  were  re- 
ported as  holding  off,  as  Secretary  Wallace's  Market  Reporter 
said  the  hay  men  were  doing,  until  they  could  obtain  informa- 
tion as  to  the  substitution  of  the  ten  per  cent  reduction  for  the 
heavier  cuts  west  of  the  Mississippi,  which,  under  the  terms  of 
the  Commission's  order  of  November  21,  must  be  made  operative 
December  27,  tariffs  for  which  must  reach  the  files  of  the  Com- 
mission not  later  than  December  22,  to  enable  the  carriers  to 
comply  with  the  order  to  give  five  days'  notice. 

A  short  time  ago  reports  came  to  the  National  Coal  Asso- 
ciation from  several  cities  in  the  middle  west  that  retailers 
of  coal  had  quit  buying  from  the  mine  operators  because  they 
had  been  advised  by  a  man  named  Stevens,  signing  himself 
president  of  some  kind  of  an  association  of  retailers,  saying 
that  reductions  varying  from  eight  to  twelve  per  cent  would 
be  announced  in  "three  or  four  days."  The  telegrams,  as  re- 
peated to  the  National  Coal  Association,  did  not  purport  to  show 
the  authority  that  the  sender  of  the  messages  that  had  caused 
the  stoppage  of  orders  for  coal  might  have  thought  he  had  for 
the  declaration.  The  National  Coal  Association  could  not  identify 
the  sender  of  the  message.  All  it  found  out  about  the  matter 
was  that  the  uncertainty  caused  by  the  message  had  produced 
a  cessation  of  buying  by  retailers  who  had  been  negotiating  for 
coal. 

How  much  of  the  shortage  in  coal  production,  if  any,  is 
attributable  to  the  uncertainty  is  only  a  matter  for  speculation. 
The  operators  who  repeated  the  Stevens  message  to  the  Na- 
tional Coal  Association  knew  that  orders  were  held  up,  for  the 
time  being,  anyhow.  Their  experience  has  been  that  when 
orders  are  canceled  because  of  rumors  of  that  kind,  they  are 
seldom  reinstated  for  the  full  amount.  The  production  of  soft 
coal  this  year  has  been  away  behind  that  of  any  recent  year. 
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To  date  it  has  been  not  more  and  probably  less  than  375,000,000 
inns.  In  tin  weel;  ended  November  26,  It  fell  to  7,083,000,  which 
was  1,811,000  tons  below  the  mark  for  the  preceding  week.  Part, 
Mil  not  all.  that  tailing  off,  was  due  to  the  fact  that  that  week 
included  Thanksgiving  Day.  Ten  nillll'm  tons,  even  before  the 
war,  was  considered  an  average  for  a  week  in  October  and 
November. 

The  chances  are  that  the  uncertainty  will  continue  until 
i  lie  end  of  the  year,  even  if  announcements  are  made  within  a 
week,  because,  notwithstanding  the  boasted  quick  distribution  of 
information  in  Uiis  country,  it  is  a  fact  that  the  information, 
when  distributed,  is  not  always  complete  enough  to  enable  those 
in  forested  to  base  plans  on  it  that  means  the  expenditure  of 
money.  The  special  permission  issued  December  3  to  clear  tne 
way  for  the  ten  per  cent  reduction,  except  in  New  England,  on 
agricultural  products,  it  is  believed,  is  a  good  case  in  point. 
That  permission  is  intended  to  remove  every  obstacle  tariff 
publishing  agents  might  encounter,  in  the  way  of  rules  for  mak- 
hiK  tariffs,  and  outstanding  orders  of  the  Commission.  Yet,  even 
alter  keen  traffic  men  had  read  it  they  were  uncertain  what 

un  provisions  meant.  The  grain  men  were  especially  con- 
fused by  the  exceptions  carried  in  the  form  of  supplements  to 
be  issued,  which  seemed  to  exempt  the  southern  states  from 
i lie  application  of  the  ten  per  cent  reduction. 

The  reason  for  the  apparent  exemption  became  reasonably 
clear  when  they  recalled  the  fact  that  the  south  had  any  quantity 
rates  on  grain  and  grain  products  and  that,  therefore,  the  pro- 
visions for  tariffs  for  carriers  publishing  only  carloads  or  carload 
or  less-than-carload  rates  could  not  be  used  in  making  up  tariffs  for 
i  he  south.  On  account  of  the  losses  incurred  because  reduc- 
tions were  not  made  in  the  west  in  accordance  with  the  advice 
to  the  western  carriers,  the  grain  men  looked  at  the  special  per- 
mission with  suspicion,  which -was  not  lessened  when  they  noted 
the  exceptions  which  had  to  be  included  for  the  benefit  of  car- 
riers in  the  south. 


PERCENTAGE  REDUCTION  ADVOCATED 

The  traffic  committee  of  the  Illinois  Manufacturers'  Associa- 
tion in  a  report,  which,  after  consideration  by  the  board  of  direc- 
tors, will  be  submitted  to  the  general  meeting  of  the  association, 
December  13,  has  approved  the  action  taken  by  the  National 
Industrial  Traffic  League  in  recommending  "a  horizontal  per- 
centage reduction  in  all  rates,  fares  and  charges,"  and  suggested 
the  sending  of  a  delegation  of  members  to  Washington  to  advo- 
cate that  plan  at  the  general  rate  inquiry. 

The  committee  is  composed  of  29  representative  industrial 
traffic  executives  of  Illinois,  with  C.  S.  Bather,  traffic  manager, 
Rockford  Manufacturers'  and  Shippers'  Association,  as  chairman. 
The  report  is  as  follows: 

The  Interstate  Commerce  Commission  has  called  a  hearing  in 
Washington,  commencing  December  14,  for  the  purpose  of  ascertain- 
ing whether  or  not  the  carriers  of  the  country  are  in  a  position  to 
reduce  their  freight  rates,  and  also  as  to  the  so-called  guarantee  sec- 
tion of  the  transportation  act,  which  provides  for  as  near  as  may  be 
the  5%  per  cent  return  on  the  carriers  in  groups,  which  expires  on 
March  1,  1922,  and,  thereafter,  leaves  it  to  the  discretion  of  the  Com- 
mission to  fix  from  time  to  time  the  rates  of  return  to  the  carriers  in 
groups;  and  following  the  presentation  by  the  carriers,  from  Decem- 
ber 14  to  21,  of  their  views  on  the  subject,  the  hearing  opens  to  the 
public  on  January  9,  for  cross-examination  of  the  carriers'  witnesses 
and  presentation  to  the  Commission  of  the  views  of  the  public  thus 
appearing,  as  to  whether  or  not  rates  should  be  reduced  on  certain 
commodities  and  what,  in  the  judgment  of  the  public,  should  be  the 
rate  of  return  after  March  1. 

Your  traffic  committee  recommends:  That  we  agree  with  the 
position  already  taken  by  the  National  Industrial  Traffic  League  that 
freight  rates  should  be  reduced  simultaneously  with  reductions  of 
costs  obtained  by  the  carriers.  The  membership  of  our  association 
is  so  diversified  in  the  kinds  of  transportation  used  by  its  members 
that  we  believe  the  only  position  this  organization  should  take  is  to 
recommend  a  horizontal  reduction  in  all  rates,  fares  and  charges,  so 
that  no  member  of  the  organization  can  say  that  he  has  been  dis- 
criminated against  by  not  having  his  rates  reduced  the  same  as  all 
of  the  members. 

We  further  recommend  that  the  association  send  a  delegation 
to  Washington  to  advocate  these  views  in  the  hearing  beginning 
January  9. 

We  further  recommend  that  these  views  adopted  be  sent  by  you  to 
all  the  manufacturers'  associations  and  to  prominent  chambers  of  com- 
merce throughout  the  United  States,  suggesting,  if  they  agree  with 
tln-se  views,  that  they  also  send  delegations  to  Washington  to 
appear  and  advocate  the  same  viewpoint. 

BOARD  ABOLITION  AND  LOWER  RATES 

The  Wisconsin  Traffic  League,  through  its  executive  com- 
mittee, has  adopted  resolutions  favoring  the  abolition  of  the 
Labor  Board  as  a  means  to  bring  managements  and  employes 
closer  together,  and  requesting  a  reduction  in  freight,  passenger 
and  express  rates  to  keep  pace  with  the  general  decline  in  the 
price  of  commodities.  The  Labor  Board  resolution  is  as  follows: 

Whereas.  The  Railroad  Labor  Board  has  clearly  Indicated  its  oppo- 
sition to  any  and  all  intervention  on  the  part  of  the  public,  and  has 
1  to  abrogate  the  so-called  national  agreements,  which  are  re- 
sponsible for  a  large  part  of  the  increase  in  operating  expenses:  and. 

Whereas,  Its  opinions  and  orders  are  not  respected  by  either  the 
railway  managements  or  their  employes,  thus  proving  Itself  Impotent 
and  incompetent  of  serving  the  purposes  for  which  it  was  created: 
and. 

Whereas.  Its  abolishment  would  evidently  do  more  than  any  other 
one  thing  to  bring  management  and  employes  closer  together;  and. 


Whereas.  It  IB  our  opinion  Unit  the  repeal  of  tin-  labor  provision! 
of  the  transportation  act  will  bo  In  the  l,.-nt.  Interests  of  the  rail- 
roads, thu  brotherhood!  ami  th>-  public  at  large; 

Kfxnlvi'd.  Th>'n  no.,  l>v  the  i-xrctnlvi-  eniiimiltfi-  of  flu-  Wisconsin 
Traffic  IX-IIKUC,  that  it  ri-iMii'stH  of  Its  represcntatlvei!  In  Congress  of 
the  t'nlted  States  that  the  labor  provisions  of  the  transportation  nrl 
he  repehled,  and  tin  I..IKH  bo/ml  aoolilhtd. 

The  rate  resolution,  which  suggests  no  method  by  which 
the  reductions  should  be  made,  is  as  follows: 

Freight,  passenger  and  express  rates  are  still  at  the  highest  peak 
In  history,  and  are  a  large  and  potential  factor  In  our  Industrial  fabric. 
The  cost  of  transportation  has  heroine  burdensome  and  \n  eating  Into 
the  sales  cost  to  such  an  extent  that  It  sharply  ivslrlcts  the  dis- 
tributing area  of  all  shippers.  It  should  also  he  rcmemben-il  that 
conditions  which  affect  snippers  adversely  are  bound  to  be  reflected 
In  the  carriers'  business  to  exactly  the  same  extent. 

In  view  of  the  general  dellne  In  the  price  of  commodities  the 
present  high  level  of  rates  becomes  more  conspicuous  dally.  Is  out  of 
all  proper  relation  to  commodity  values,  and  is  causing  grave  concern 
as  to  its  economic  consequences:  and. 

Whereas.  It  Is  the  view  of  the  members  of  the  Wisconsin  Traffic 
League  that  the  time  has  arrived  when  such  steps  be  taken  as  are 
necessary  to  bring  about  a  reduction  of  all  freight,  passenger  and 
express  rates  at  an  early  date;  be  It,  therefore. 

Resolved,  By  the  executive  committee  of  the  Wisconsin  Traffic 
League,  that  we  urgently  insist  upon  immediate  action  being  taken 
by  railway  executives  and  by  express  executives  looking  toward  a 
downward  revision  in  freight,  passenger  and  express  rates. 

U.  S.  CHAMBER  OF  COMMERCE  ACTS 

The  Traffic  World   Washington  Bureau 

Preparatory  to  opposing  modification  of  the  transportation 
act  as  proposed  by  witnesses  before  the  Senate  interstate  com- 
merce committee,  the  Chamber  of  Commerce  of  the  United 
States  States,  according  to  an  announcement  made  December  6, 
has  sent  to  members  a  statement  outlining  the  situation  and 
making  an  appeal  to  them,  If  opposed  to  the  proposed  changes, 
to  "communicate  your  views  at  once  to  your  representatives  in 
Congress." 

Joseph  H.  Defrees,  president,  in  the  statement  to  members, 
pointed  out  that,  by  referendum  vote  when  the  transportation 
act  was  being  framed,  the  Chamber  had  overwhelmingly  decided 
in  favor  of  the  principle  of  the  rule  of  rate-making  adopted  and 
also  had  declared  In  favor  of  regulation  of  intrastate  rates  by  the 
Commission  when  such  rates  affect  interstate  commerce. 

Enactment  of  the  Capper  or  Nicholson  bills  pending  before 
the  Senate  committee,  President  Defrees  said,  would  "relieve 
the  Interstate  Commerce  Commission  of  the  definite  responsibil- 
ity which  was  placd  upon  It  by  the  transportation  act  to  provide 
the  railroads  with  adequate  revenue,  and  will  remove  a  safe- 
guard of  the  utmost  importance  against  government  ownership." 

Action  on  the  amendments  proposed  with  regard  to  state 
rates  should  be  deferred  at  least  until  the  Supreme  Court  has 
decided  the  cases  pending  before  it  in  which  the  questions 
raised  by  the  states  are  In  issue,  Mr.  Defrees  said. 

Discussing  the  rate-making  section,  Mr.  Defrees  said  it  pro- 
vided no  guaranty,  as  had  been  charged,  but  that  "the  provision 
is  exactly  what  it  purports  to  be — a  rule  for  the  Interstate  Com- 
merce Commission  to  keep  in  mind  when  it  is  deciding  whether 
or  not  rates  are  reasonable." 

"The  law,  as  it  was  formerly  written,"  said  he,  "provided 
that  just  and  reasonable  rates  should  be  fixed  by  the  Interstate 
Commerce  Commission,  but  there  was  no  definition,  either  direct 
or  indirect,  as  to  what  rate  was  either  just  or  reasonable.  This 
was  found  to  be  a  great  defect  in  the  law.  The  transportation 
act  remedies  this  defect  and  provides  that  an  adequate  rate  shall 
be  returned." 

In  his  message  to  members,  in  addition  to  the  points  cov- 
ered above,  Mr.  Defrees  said  in  part: 

"In  common  with  the  public  generally  the  officers  of  the 
national  Chamber  recognize  that- freight  rates  are  high.  They 
recognize,  too,  that  this  condition  has  been  brought  about  by 
the  high  operating  cost  of  the  roads.  They  feel  that  the  recent 
action  of  the  railways  in  making  a  reduction  of  10  per  cent  on 
agricultural  products,  though  no  relief  has  yet  been  given  them 
from  the  burden  of  the  heavy  expenses  they  have  to  bear,  was 
limely  and  patriotic.  Operating  costs  and  revenues  of  neces- 
sity are  interlinked,  and  react  one  upon  the  other.  The  officers 
of  the  Chamber,  therefore,  feel  that  the  governmental  agencies 
controlling  these  factors  should,  as  rapidly  as  practicable,  take 
steps  to  reduce  both,  so  that  they  will  be  in  consonance. 

"The  railways  are  now  in  a  depleted  condition.  There  is 
need  for  the  expenditure  of  millions  of  dollars  for  proper  main- 
tenance and  equipment.  The  country  is  growing  in  population; 
and  there  is  need  and  there  will  be  constantly  growing  need  for 
an  expansion  of  the  railways.  This  need  for  expansion  can  be 
met  only  if  they  can  market  their  securities.  If  the  railways  can 
receive  no  adequate  return  it  is  at  once  obvious  that  they  can- 
not market  their  securities.  The  corollary  follows  that  they 
will  fall  into  a  dilapidated  condition  and  their  facilities  will  be 
insufficient  to  supply  the  public  needs.  Not  only  would  this  be  a 
disaster  to  the  railroad  as  business  enterprises,  it  would  be  a 
calamity  affecting  in  a  most  serious  way  every  shipper  and  every 
consumer.  This  condition  would  tend  inevitably  in  the  direction 
of  government  ownership. 

"The  Capper  bill,   S.   1150,   contains   the   following  proviso 
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amending  paragraph  1  of  section  3  of  the  act  to  regulate  com- 
merce : 

Provided  that  the  provisions  of  this  paragraph  shall  not  be  con- 
strued to  prohibit  any  state,  through  its  proper  regulatory  bodies,  from 
exercising  full  and  complete  jurisdiction  for  the  regulation  of  intra- 
state  traffic  which  jurisdiction  is  hereby  expressly  reserved  to  the 
states. 

"If  this  proviso  is  enacted  into  law  by  Congress,  the  Inter- 
state Commerce  Commission  will  be  deprived  of  all  authority  to 
regulate  intrastate  rates  and  rate  regulation  will  return  to  the 
chaotic  condition  which  has  existed  for  many  years  because  of 
the  conflict  of  authority  between  the  Interstate  Commerce  Com- 
mission and  the  48  state  commissions. 

"The  passage  of  the  proposed  legislation  would  be  a  long 
step  backward.  It  was  only  after  many  years  following  the  pas- 
sage of  the  interstate  commerce  act,  and  out  of  an  experience 
showing  the  absolute  necessity  of  a  proper  relation  between 
inter  and  intrastate  rates,  that  the  Commission  rendered  its 
decision  in  the  Shreveport  case  and  was  upheld  by  the  Supreme 
Court  of  the  United  States  that  intrastate  rates  must  be  in  'a 
proper  relation  to  and  not  discriminating  against  interstate  rates. 
The  provisions  of  the  transportation  act,  1920,  now  brought  into 
question,  were  intended  to  state  clearly  the  principle  involved 
in  the  Shreveport  case. 

"To  repeal  the  two  vital  provisions  of  the  act  which  are  now 
attacked  is  to  strike  at  the  very  foundation  of  this  principle,  and 
to  overthrow  the  system  of  rate-making  which  the  Interstate 
Commerce  Commission  has  developed  after  long  and  patient 
study  and  put  of  a  wide  experience.  It  is  the  opinion  of  some 
able  lawyers  who  testified  at  the  hearings  that  the  proposed 
bills  would  take  from  the  Interstate  Commerce  Commission  any 
power  to  prevent  discrimination  by  the  states  against  interstate 
traffic.  Experience  and  wisdom  have  shown  the  necessity  of  the 
interstate  rate  being  paramount  and  of  a  yielding  of  the  state 
rate  when  it  discriminates  against  the  interstate  rate.  The  let- 
ter of  the  proposed  statute  and  the  spirit  of  it  seem  to  make  the 
state  right  paramount  and  to  force  the  adjustment  of  interstate 
rates  to  the  rates  which  may  be  made  by  state  commissions,  and 
it  is  at  least  highly  probable  that  this  result  will  be  accom- 
plished if  the  pending  bills  are  enacted  into  law. 

"The  Constitution  of  the  United  States  has  always  recog- 
nized the  paramount  importance  of  national  control  of  commerce 
between  the  states.  The  repeal  of  those  provisions  of  the  trans- 
portation act  which  assert  federal  authority  over  state  rates 
would  in  effect  limit  national  control  over  interstate  commerce 
in  every  instance  where  state  regulations  conflict  with  interstate 
regulations. 

"Ours  is  a  commercial  country.  If  we  would  prosper  we  must 
have  adequate  transportation  service  at  the  lowest  cost  con- 
sistent with  efficiency.  The  cost  of  transportation  enters  into 
the  cost  of  practically  everything  else;  hence  waste  must  be 
eliminated  in  railroad  operation.  Conflicting  authority  between 
49  regulatory  bodies  inevitably  results  in  waste.  If  we  would 
grow  as  a  nation  we  must  think  as  a  nation  and  act  as  a  nation 
and  maintain  federal  regulation  of  railroads  superior  to  state 
regulation." 


THE   PRESIDENT'S   MESSAGE. 

(Excerpts  from  the  message  of  President  Harding,  read  to  Congress 
December  6.) 

American  Merchant  Marine 

The  previous  Congress,  deeply  concerned  in  behalf  of  our 
merchant  marine,  in  1920  enacted  the  existing  shipping  law, 
designed  for  the  upbuilding  of  the  American  merchant  marine. 
Among  other  things  provided  to  encourage  our  shipping  on  the 
world's  seas,  the  executive  was  directed  to  give  notice  of  the 
termination  of  all  existing  commercial  treaties  in  order  to  admit 
of  reduced  duties  on  imports  carried  in  American  bottoms. 

During  the  life  of  the  act  no  executive  has  complied  with 
this  order  of  the  Congress.  When  the  present  administration 
came  into  responsibility,  it  began  an  early  inquiry  into  the 
failure  to  execute  the  expressed  purpose  of  the  Jones  act.  Only 
one  conclusion  has  been  possible. 

Frankly,  members  of  House  and  Senate,  eager  as  I  am  to 
join  you  in  the  making  of  an  American  merchant  marine  com- 
mensurate with  our  commerce,  the  denouncement  of  our  com- 
mercial treaties  would  involve  us  in  a  chaos  of  trade  relation- 
ships and  add  indescribably  to  the  confusion  of  the  already  dis- 
ordered commercial  world. 

Our  power  to  do  so  is  not  disputed,  but  power  and  ships, 
without  comity  of '  relationship,  will  not  give  us  the  expanded 
trade  which  is  inseparably  linked  with  a  great  merchant  marine. 
Moreover,  the  applied  reduction  of  duty,  for  which  the  treaty 
denouncements  were  necessary,  encouraged  only  the  carrying 
of  dutiable  imports  to  our  shores,  while  the  tonnage  which  un- 
furls the  flag  on  the  seas  is  both  free  and  dutiable,  and  the 
cargoes  which  make  a  nation  eminent  in  trade  are  outgoing, 
rather  than  incoming. 

Plan  for  Ship  Subsidy 

It  is  not  my  thought  to  lay  the  problem  in  detail  before  you 
today.  It  is  desired  only  to  say  to  you  that  the  executive  branch 


of  the  government,  uninfluenced  by  the  protest  of  any  nation, 
for  none  has  been  made,  is  well  convinced  that  your  proposal, 
highly  intended  and  heartily  supported  here,  is  so  fraught  with 
difficulties  and  so  marked  by  tendencies  to  discourage  trade 
expansion  that  I  invite  your  tolerance  of  non-compliance  for  a 
very  few  weeks  until  a  plan  may  be  presented  which  contem- 
plates no  greater  draft  upon  the  public  treasury,  and  which, 
though  yet  too  crude  to  offer  you  today,  gives  such  promise  of 
expanding  our  merchant  marine  that  it  will  argue  its  own 
approval. 

It  is  enough  to  say  today  that  we  are  so  possessed  of  ships 
and  the  American  intention  to  establish  a  merchant  marine  is 
so  unalterable  that  a  plan  of  reimbursement,  at  no  other  cost 
than  is  contemplated  in  the  existing  act,  will  appeal  to  the  pride 
and  encourage  the  hope  of  all  the  American  people. 

Agricultural    Depression 

In  the  main  the  remedy  (for  agricultural  depression)  lies  in 
distribution  and  marketing.  Every  proper  encouragement  should 
be  given  to  the  co-operative  marketing  programs.  These 
have  proven  very  helpful  to  the  co-operating  communities  in 
Europe.  In  Russia  the  co-operative  community  has  become  a 
recognized  bulwark  of  law  and  order  and  saved  individualism 
from  engulfment  in  social  paralysis.  Ultimately  they  will  be 
accredited  with  the  salvation  of  the  Russian  state. 

There  is  the  appeal  for  this  experiment.  Why  not  try  it? 
No  one  challenges  the  right  of  the  farmer  to  a  larger  share  of 
the  consumers'  pay  for  his  product;  no  one  can  dispute  that 
we  cannot  live  without  the  farmer.  He  is  justified  in  rebelling 
against  the  transportation  cost.  Given  a  fair  return  for  his 
labor,  he  will  have  less  occasion  to  appeal  for  financial  aid;  and, 
given  assurance  that  his  labor  shall  not  be  in  vain,  we  reassure 
all  the  people  of  a  production  sufficient  to  meet  our  national 
requirement  and  guard  against  disaster. 

The  base  of  the  pyramid  of  civilization,  which  rests  upon 
the  soil,  is  shrinking  through  the  drift  of  population  from  farm 
to  city.  For  a  generation  we  have  been  expressing  more  or  less 
concern  about  this  tendency.  Economists  have  warned  and 
statesmen  have  deplored.  We  thought  for  a  time  that  modern 
conveniences  and  the  more  intimate  contact  would  halt  the 
movement,  but  it  has  gone  steadily  on.  Perhaps  only  grim  ne- 
cessity will  correct  it,  but  we  ought  to  find  a  less  drastic  remedy. 

Readjustment  of  Freight   Rates 

The  existing  scheme  of  adjusting  freight  rates  has  been 
favoring  the  basing  points,  until  industries  are  attracted  to  some 
centers  and  repelled  from  others.  A  great  volume  of  uneconomic 
and  wasteful  transportation  has  attended  and  the  cost  increased 
accordingly.  The  grain  milling  and  meat  packing  industries 
afford  ample  illustration  and  the  attending  concentration  is 
readily  apparent. 

The  menaces  in  concentration  are  not  limited  to  the  retard- 
ing influences  on  agriculture.  Manifestly  the  conditions  and 
terms  of  railway  transportation  ought  not  to  be  permitted  to 
increase  the  undesirable  tendency.  We  have  a  just  pride  in  our 
great  cities,  but  we  shall  find  a  greater  pride  in  the  nation  which 
has  a  larger  distribution  of  its  population  into  the  country, 
where  comparatively  self-sufficient  smaller  communities  may 
blend  agricultural  and  manufacturing  interests  in  harmonious 
helpfulness  and  enhanced  good  fortune. 

Such  a  movement  contemplates  no  destruction  of  things 
wrought,  of  investments  made,  or  wealth  involved.  It  only  looks 
to  a  general  policy  of  transportation,  of  distributed  industry  and 
of  highway  construction  to  encourage  the  spread  of  our  popula- 
tion and  restore  the  proper  balance  between  city  and  country. 
The  problem  may  well  have  your  earnest  attention. 

Regulation  of  Labor 

The  right  of  labor  to  organize  is  just  as  fundamental  and 
necessary  as  is  the  right  of  capital  to  organize.  The  right  of 
labor  to  negotiate,  to  deal  with  and  solve  its  particular  prob- 
lems in  an  organized  way,  through  its  chosen  agents,  is  just  as 
essential  as  is  the  right  of  capital  to  organize,  to  maintain  cor- 
porations, to  limit  the  liabilities  of  stockholders.  Indeed,  we 
have  come  to  recognize  that  the  limited  liability  of  the  citizen 
as  a  member  of  a  labor  organization  closely  parallels  the  limita- 
tion of  liability  of  the  citizen  as  a  stockholder  in  a  corporation 
for  profit.  Along  this  line  of  reasoning  we  shall  make  the 
greatest  progress  toward  solution  of  our  problem  of  capital  and 
labor. 

In  the  case  of  the  corporation,  which  enjoys  the  privilege 
of  limited  liability  of  stockholders,  particularly  when  engaged 
in  the  public  service,  it  is  recognized  that  the  outside  public  has 
a  large  concern  which  must  be  proiected,  and  so  we  provide 
regulations,  restrictions  and  in  some  cases  detailed  supervision. 

Likewise  in  the  case  of  labor  organizations,  we  might  well 
apply  similar  and  equally  well  defined  principles  of  regulation 
and  supervision  in  order  to  conserve  the  public's  interests  as 
affected  by  their  operations. 

Just  as  it  is  not  desirable  that  a  corporation  shall  be  allowed 
to  impose  undue  exactions  upon  the  public,  so  it  is  not  desirable 
that  a  labor  organization  shall  be  permitted  to  exact  unfair 
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terms  of  employment  or  subject  the  public  to  actual  distresses 
In  order  to  enforce  its  terms. 

Finally,  Just  as  we  arc  t-ai neatly  seeking  for  procedures  win-re 
by  to  adjust  and  settle  political  differences  between  nations  with- 
out resort  to  war,  so  we  may  well  look  about  for  means  to  settle 

differences  between  organized  capital  and  organized  labor 
uiihout  resort  to  those  forma  of  warfare  which  we  recognize 
under  the  name  of  strikes,  lockouts,  boycotts  and  the  like. 

As  we  have  great  bodies  of  law  carefully  regulating  the  or- 
ganization and  operations  of  Industrial  and  financial  corporation, 
as  we  have  treaties  and  compacts  among  nations  which  look  to 
the  settlement  of  differences  without  the  necessity  of -conflict  in 
anus,  so  we  might  well  have  plans  of  conference,  of  common 
counsel,  of  meditation,  arbitration  and  judicial  determination  in 
controversies  between  labor  and  capital. 

To  accomplish  this  would  involve  the  necessity  to  develop 
a  thoroughgoing  code  of  practice  in  dealing  with  such  affairs. 
it  might  be  well  to  frankly  set  forth  the  superior  interest  of 
tin-  community  as  a  whole  to  either  the  labor  group  or  the  capital 
group.  With  rights,  privileges,  immunities  and  modes  of  or- 
ganization thus  carefully  defined,  it  should  be  possible  to  set 
up  judicial  or  quasi-judicial  tribunals  for  the  consideration  and 
determination  of  all  disputes  which  menace  the  public  welfare. 

In  an  industrial  society  such  as  ours  the  strike,  the  lock- 
out and  the  boycott  are  as  much  out  of  place  and  as  disastrous 
in  their  results  as  is  war  or  armed  revolution  in  the  domain 
nf  politics.  The  same  disposition  to  reasonableness,  to  concilia- 
tion, to  recognition  of  the  other  side's  point  of  view,  the  same 
provision  of  fair  and  recognized  tribunals  and  processes  ought 
to  make  it  possible  to  solve  the  one  set  of  questions  as  easily 
as  the  other.  I  believe  the  solution  is  possible. 

The  consideration  of  such  a  policy  would  necessitate  the 
exercise  of  care,  of  deliberation  in  the  construction  of  a  code 
and  a  charter  of  elemental  rights,  dealing  with  the  relations  of 
employer  and  employe.  This  foundation  in  the  law,  dealing  with 
the  modern  conditions  of  social  and  economic  life,  would  hasten 
the  building  of  the  temple  of  peace  in  industry,  which  a  rejoic- 
ing nation  would  acclaim. 


CUMMINS  INVESTIGATION 

The   Traffic   World    Washington  Bureau 

After  having  read  continuously  for  ten  days  before  the 
Senate  committee  on  interstate  commerce  from  one  of  the  most 
voluminous  statements  ever  prepared  for  a  congressional  com- 
mittee, Frank  J.  Warne,  consulting  economist  for  the  train  em- 
ployes on  the  railroads  of  the  country,  completed  his  statement 
December  3.  The  members  of  the  committee  who  were  present 
usually  during  the  reading  were  senators  Cummins  and  LaFoi- 
lette.  Senator  Poindexter  was  present  some  of  the  time. 

Mr.  Warne  attacked  "inter-corporate"  ownership  of  the  rail- 
roads and  said  some  of  the  conclusions  he  had  drawn  as  to  the 
results  from  that  kind  of  ownership  were  as  follows: 

Inflation  of  the  property  investment  account. 

Over-capitalization,  involving  the  excessive  issue  of  securities. 

Over-expansion  of  credit. 

Corporate  speculation  and  speculation  with  corporate  funds. 

Centralization  or  concentration  of  financial  power. 

"Reckless  and  profligate"  financiering. 

Complex,  complicated,  intricate,  secret  and  confusing  intercorpo- 
rate relations  and  bookkeeping. 

Manipulation  or  "juggling"  of  accounts  and  falsification  of  records. 

"Circuitous  and  subterranean"  transactions  between  corporations 
within  the  same  system. 

Control  of  a  company  or  of  companies  by  a  single  corporation 
stockholder  over  against  the  interest  possibly  of  thousands  of  indi- 
vidual stockholders. 

Minority  stock  control  of  transportation  companies. 

Removal  of  control  from  close  relations  to  the  subsidiary's  public. 

Creation  of  holding  companies  that  deny  the  authority  of  the 
Interstate  Commerce  Commission. 

Diversion  from  investment  in  equipment  and  other  property  of 
holding  corporations  of  vast  sums  tied  up  In  stock  purchases. 

Diversion  of  funds  for  needed  improvements  in  the  subsidiary  to 
channels  serving  more  the  interest  of  the  holding  company. 

Neglect  of  necessary  improvements  to  the  subsidiary  road  in  order 
to  pay  dividends  to  the  holding  corporation. 

Impairment  of  credit  of  the  subsidiary. 

Destruction  or  deterioration  of  stock  value  to  minority  stock- 
holders. 

Reduction  or  passing  of  dividends  to  the  subsidiary  stockholders. 

Replacement  of  a  conservative  by  a  speculative  management;  of 
one  practicing  rigid  economy  by  one  engaging  in  extravagance. 

Cash  dividends,  bonuses,  gifts  of  securities  in  subsidiary  com- 
panies, syndicate  profits  and  commissions,  stock  dividends,  and  the 
like. 

Unfair  and  unjust  division  of  through  rates. 

Unfair  and  unjust  distribution  of  traffic. 

Limitation  of  necessary  new  construction. 

Encouragement  to  dummy  directors  and  dummy  officials  and  even 
dummy  stockholders  and  dummy  corporations. 

Contracts  presumably  between  two  or  more  subsidiary  companies 
made  in  fact  by  one  and  the  same  holding  company. 

The  relation  of  holding  and  subsidiary  companies  and  their 
officials  to  construction  and  supply  companies. 

Warne  said  that  the  case  of  the  public  interest  in  the  coun- 
try's "transportation  highways"  had  not  been  properly  presented 
before  most  tribunals  in  valuation  and  other  cases. 

"One  can  even  go  further,  with  due  regard  to  the  facts  in 
the  case,"  he  said,  "and  state  without  fear  of  successful  contra 
diction  that  much  of  the  public  interest  in  the  railroads  has  been 


automatically  and  arbitrarily  capitalized  by  the  financial  Interests 
in  control  of  the  roads  for  the  benefit  of  private  groups  and  indi- 
viduals. These  now  exercise  'squatter'  sovereignty  over  vast 
amounts  of  value  belonging  to  the  people  and  which  were  never 
surrendered  by  them.  In  brief,  the  greater  part  of  the  Interest 
of  the  public  in  the  railroads,  which  was  retained  by  it  even  in 
the  charter  grants  to  the  roads,  has  been  taken  from  it  by  various 
methods  and  devices  of  economic  exploitation  and  is  today  'legal- 
ized' as  private  property.  And  a  considerable  part  of  this  public 
interest  Is  represented  In  the  present-day  land  values  in  road 
and  equipment  of  the  railway  property  investment  account. 

"There  is  unquestionably  a  crisis  in  the  national  life  of  the 
American  people  as  regards  their  railroads— a  crisis  not  alone 
for  the  corporate  stockholders  and  the  financial  manipulators  of 
the  Intercorporate  system  upon  which  our  railroads  rest,  but  a 
crisis  also  for  the  Individual  stockholder,  the  bondholder,  the. 
shipper,  the  traveling  public,  the  large  industrial  enterprises,  the 
national  administration,  and  finally,  the  American  people.  The 
crisis  is  the  demand  of  railway  Interests  and  of  financiers  con- 
trolling them  that  instrumentalities  of  government  of  the  Amer- 
ican people  shall  legalize  their  fraudulent  and  highly  inflated 
property  investment  and  capital  obligations  accounts,  and  that 
the  government  shall  make  effective  sufficiently  high  freight  and 
passenger  rates  so  as  to  pay  a  return  on  these  values. 

"On  the  capital  actually  invested  in  the  railroads  much  lower 
rates  than  those  now  prevailing  would  supply  earnings  sufficient 
to  pay  a  very  high  and  exceptional  return.  Such  lower  rates 
cannot  pay,  nor  can  the  present  very  high  rates  be  made  to  pay, 
even  a  fair  return  on  both  the  capital  actually  invested  and  the 
fictitious  and  spurious  claims  of  capitalization. 

"Our  present-day  railway  structure  rests  upon  a  foundation 
of  sand  which  the  slightest  adverse  weather  will  undermine — 
it  is  a  house  of  cards  which  an  ill  wind  will  blow  over — carry- 
ing widespread  national  financial  ruin  in  its  wake.  This  state- 
ment is  not  made  without  serious  reflections  as  to  its  possible  con- 
sequences. As  regards  the  economic  or  industrial  life  of  the  Amer- 
ican people,  which  in  its  fundamentals  rests  upon  the  railroads, 
this  great  democratic  guarantee  of  a  stated  return  on  this  highly 
inflated  property  investment  account  of  the  railroad  is  not,  to 
my  mind,  the  way  out  of  the  situation.  It  will  tend  merely  to 
exaggerate  the  present  symptoms  by  increasing  this  inflation  to 
an  even  greater  degree  of 'insecurity. 

"The  cure  for  unhealthy  economic  inflation  is  to  be  found 
only  in  deflation.  And  this  cure  would  long  since  have  been 
brought  about  by  the  natural  operation  of  fundamental  economic 
laws  but  for  the  artificial  interference  in  arbitrary  rate  increases 
beyond  the  ability  of  the  traffic  to  pay  those  increased  rates. 
Such  a  solution  is,  to  my  mind,  no  solution  at  all — it  is  merely 
a  blind  alley  into  which  the  American  people  have  been  led 
and  out  of  which  they  must  very  soon,  somehow,  escape.  Our 
house  of  cards  built  upon  inflated  property  investment  must  be 
replaced  by  a  more  substantial  structure.  And  in  the  building 
of  this  we  should  not  be  surprised  or  unduly  alarmed  if  we 
find  that  some  tearing  down  is  necessary.  Nor  should  our  hands 
be  withheld  from  this  absolutely  essential  task — essential  if  we 
are  to  cure  our  present  economic  and  industrial  ills. 

"I  am  not  attacking  property  rights.  I  believe  in  safeguard- 
ing and  protecting  the  institution  of  private  property  within  the 
limitations  of  the  public  warfare.  But  I  am  attacking  spurious 
claims  to  rights  of  property  which  have  no  basis  in  fact  and 
which  are  represented  solely  by  paper  inflation  of  fictitious  val- 
ues. The  values  this  inflated  property  investment  account  of  the 
railroads  represents  are  in  greater  part  values  that  belong  to  the 
public,  have  never  been  surrendered  by  the  public,  and  do  not 
exist  as  private  property.  Unjust  or  'squatter'  claims  to  these 
values  give  the  claimants  no  right  to  tax  the  public  through 
high  freight  and  passenger  rates,  or  to  demand  a  government 
guarantee,  or  even  exceptional  government  protection  to  the 
holders  of  their  securities. 

"Such  rates  are  very  burdensome  demands  upon  the  earnings 
of  the  capital  that  is  actually  and  legitimately  invested  in  the 
transportation  industry.  And  upon  these  real  investments  of 
capital  these  false  claims  have  erected  a  huge  pyramid  of  al- 
leged investment.  Fictitious  or  counterfeit  values  have  been 
capitalized  along  with  the  actual  investments  and  no  effort  is 
made  by  the  railroads  to  separate  the  two;  in  fact,  they  pur- 
posely and  intentionally  confuse  and  conceal  any  distinction  be- 
tween the  two.  And  when  in  justice  to  the  traveling  and  ship- 
ping public  and  the  great  mass  of  consumers  among  the  Ameri- 
can people  and  the  wage  earners  on  the  railroads,  and  the  farm- 
ers, an  honest  effort  is  made  to  draw  this  proper  distinction,  the 
representatives  of  the  railroads  hypocritically  endeavor  to  con- 
fuse the  issue  by  charging  an  attack  upon  the  'innocent  in- 
vestor' and  'the  widows  and  orphans.' 

"Not  being  able  to  disprove  the  charge  of  capitalization  of 
fictitious  values,  the  railway  representatives  attempt  to  prove 
by  the  capitalization  of  surplus  earnings  and  by  highly  inflated 
and  artificial  valuations  of  the  unearned  increment  in  social  val- 
ues, which  belong  to  the  public,  but  over  which  through  'squat- 
ter' sovereignty  they  have  extended  their  claim  of  ownership, 
that  the  railroads  have  grown  up  to  their  capitalization  inflation. 
And  in  order  to  frighten  the  governmental  agencies  from  taking 
hold  of  the  situation  with  a  firm  hand  they  display  the  Hal- 
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loween  pumpkin  skeleton  of  the  'Plumb  Plan,'  or  the  socialistic- 
bolshevistic  scarecrow  of  'Government  Ownership,'  or  the  dread- 
ful bugaboo  of  'Bankruptcy.' 

"Up  in  New  England  the  other  day  there  suddenly  came  to 
the  enlightened  vision  of  a  former  railway  general  counsel  the 
illuminating  idea  that  the  best  way  out  of  the  bad  situation  con- 
fronting the  New  Haven  system  would  be  bankruptcy.  And  at  a 
public  hearing  on  the  transportation  situation  in  that  section  of 
the  country  this  former  railroad  attorney,  now  employed,  I  be- 
lieve, by  the  shippers,  had  the  courage  of  his  conversion  or  con- 
viction and  publicly  recommended  bankruptcy  proceedings  as  the 
cure  for  the  disease.  And  the  president  of  the  New  Haven  threw 
up  his  hands  in  holy  horror  at  such  an  intrusion  upon  the 
sacredness  of  highly  inflated  values  of  railway  property.  But 
the  suggestion  should  not  be  so  terrifying  as  the  railway  repre- 
sentatives would  have  the  public  believe. 

"Bankruptcy  is  an  operation  that  many  of  the  roads  have 
narrowly  escaped  on  occasions  of  business  depression.  In  more 
recent  years  it  is  a  possibility  which  the  disproportion  of  the 
fictitious  capitalization  to  working  capital  makes  always  a  prob- 
ability. The  present  inflation  of  values  is  in  such  amount  as  to 
be  beyond  the  ability  of  the  industries  of  the  country  to  bear  a 
rate  of  transportation  that  will  permit  a  return  on  this  capital- 
ization. Such  a  high  rate  of  transportation  as  is  necessary  to 
permit  a  return  on  this  capitalization  is  an  economic  impossi- 
bility. The  only  alternative  is  deflation  of  values  that  exist  only 
on  paper. 

"On  an  honest  valuation  of  that  property  only  to  which  rail- 
way stockholders  and  bondholders  are  legally  entitled,  the  re- 
sulting capitalization  would  permit  of  very  much  lower  freight 
and  passenger  rates,  and  rates,  too,  which  the  industries  of  the 
country  could  very  easily  afford  to  pay.  By  such  a  process  the 
false  cry  of  confiscation  of  property  cannot  be  raised  to  confuse 
the  clear-cut  issue  of  restoration  to  the  people,  through  the  nat- 
ural operation  of  economic  laws,  of  values  belonging  to  them  but 
which  have  been  appropriated  by  the  railroads  through  the  ex- 
ercise of  'squatter"  sovereignty." 

Replying  to  testimony  presented  before  the,  committee  by 
witnesses  for  the  railroads  as  to  the  proportion  of  operating 
revenues  that  goes  to  labor  in  the  form  of  wages  to  employes, 
Warne  charged  that  the  total  amount  of  the  government  rental 
under  the  guarantee,  "amounting  to 'as  much  as  $906,500,000. 
every  penny  of  which  went  to  capital  alone,"  was  omitted  from 
the  calculation  for  the  years  1918,  1919  and  1920  by  the  wit 
nesses  for  the  railroads.  He  said: 

"The  amount  received  l>y  the  American  railroads  as  repre- 
senting return  on  investment  was  $788,633,049  in  1920  and  not 
$61,928,626  as  reported  by  Mr.  Howard  Elliott  of  the  Northern 
Pacific  and  other  representatives  of  the  railroads.  It  was  $906,- 
524,492  in  each  of  the  years  1919  and  1918  and  not  $454,984,953 
and  $638,568,603,  respectively,  as  stated  T)y  Mr.  Elliott.  In  conse- 
quence of  these  differences  Mr.  Elliott's  testimony  is  incorrect 
and  gives  erroneous  conclusions.  This  is  proved  by  the  fact 
that  the  inclusion  of  the  guaranteed  return  as  applicable  to  in- 
vestment not  only  increases  the  total  sums  as  just  given  for  each 
of  these  three  years,  but  it  mathematically  increases  quite  con- 
siderably the  proportion  of  each  dollar  going  to  investment.  It 
also  decreases  the  proportion  of  each  dollar  going  to  labor  in  each 
of  these  three  years. 

"Mr.  Elliott's  figures  give  the  proportion  going  to  investment 
in  1920  as  1.0  cent  out  of  each  dollar.  The  inclusion  of  the 
amount  of  the  standard  return  increases  this  more  than  eleven- 
fold— to  11.4  cents.  For  1919  investment  received  16.2  cents  out 
of  every  dollar  instead  of  Mr.  Elliott's  8.8  cents,  and  in  1918  the 
amount  going  to  investment  out  of  each  dollar  was  17.6  and  not 
13.1  cents. 

"The  11.4  cents  out  of  every  dollar  that  in  1920  went  to  in- 
vestment, a  relatively  low  return  compared  with  1919  and  1918 
because  of  much  greater  maintenance  expenditures  in  1920  out  of 
revenue,  is  equal  to  105,528,216  more  dollars  than  the  23.8  cents 
out  of  every  dollar  in  1915;  it  is  $127,614,902  more  than  the  21.8 
cents  going  to  investment  in  1914;  it  is  even  greater  in  total 
amount  by  $80,148,666  than  the  25.2  cents  received  by  investment 
in  1912. 

"The  16.2  cents  in  1919  and  17.6  in  1918  received  'by  invest- 
ment out  of  every  dollar  are  $223,419,659  more  than  the  23.8 
cents  in  1915.  They  are  $245,506,345  more  than  the  21.8  cents  in 
1914;  $198,040,109  more  than  the  25.2  cents  in  1912.  They  are 
only  $78,348,467  less  than  the  29.1  cents  in  1916,  this  latter  stand- 
ing for  the  largest  proportion  out  of  each  dollar  received  toy  In- 
vestment in  any  one  of  these  years  from  1912  to  1920. 

"With  labor  receiving  53.6  cents  out  of  every  dollar  in  1920, 
the  largest  proportion  in  any  one  of  these  nine  years,  there  went 
to  investment  a  much  larger  sum,  not  taking  into  consideration 
the  large  income  to  capital  through  excessive  maintenance  than 
in  either  1915,  when  labor  received  only  41.5  cents,  or  in  1914, 
when  it  was  paid  44.1  cents,  or  in  1912,  when  the  proportion  of 
each  dollar  was  43.1  cents. 

"It  should  be  plain  from  all  this  that  an  increase  in  the  pro- 
portion that  goes  to  labor  out  of  each  dollar  earned  is  not  incon- 
sistent with  even  large  revenue  to  investment.  It  is  also  clear 
that  the  proportion  that  goes  to  capital  out  of  each  dollar  earned 
may  decrease  in  any  one  year  in  relation  to  another  year  and  at 


the  same  time  investment  receive  a  much  larger  return.  This 
usually  comes  about  through  the  smaller  proportion  being  re- 
ceived on  a  great  many  more  dollars." 

Hearings  on  the  Capper  and  Nicholson  bills  probably  will  be 
resumed  by  the  committee  before  other  witnesses  are  heard  in 
the  Cummins  investigation. 

Walker  D.  Hines,  former  Director  General  of  Railroads,  ap- 
peared before  the  Senate  Interstate  Commerce  Committee  De- 
cember 9.  Next  week  the  committee  will  hear  Commissioners 
Hall  and  Campbell. 


OCTOBER  RAILWAY  REVENUE 

The   Traffic   World   Washington  Bureau 

The  class  1  roads  and  large  switching  and  terminal  com- 
panies, with  the  exception  of  Henry  Ford's  D.  T.  &  I.,  and  the 
Kansas  City  Terminal,  had  a  net  railway  operating  income  in 
October  of  $105,186,283,  which,  on  an  annual  basis,  represents 
a  return  of  5.4  per  cent,  the  largest  percentage  return  for  the 
country  as  a  whole  since  rates  were  increased  under  Ex  Parte  74. 
To  have  had  a  6  per  cent  return  they  should  have  earned  $117,- 
000,000.  The  Ford  road  has  not  yet  submitted  its  report  for 
September  revenues  and  expenses,  and  when  this  was  written 
the  Kansas  City  Terminal  had  not  reported  for  the  month  of 
October. 

The  roads  in  the  western  district  closely  approached  a  re- 
turn of  6  per  cent — 5.8  per  cent.  The  roads  in  the  eastern  dis- 
trict had  a  return  of  5  per  cent  and  the  roads  in  the  southern 
district,  5.3  per  cent. 

The  return  for  the  ten  months  ending  with  October  on  an 
annual  basis  was  3.7  per  cent  for  the  country  as  a  whole. 

The  story  of  railroad  revenues  and  expenses  for  October 
and  the  ten  months  ended  with  October,  and  the  corresponding 
periods  of  1920,  as  prepared  by  the  Bureau  of  Railway  Eco- 
nomics, follows: 

Month  of  October. 

%  of  in- 

Item.  1921.  1920.         crease. 

Total  operating  revenues: 

Eastern  District  (incl.  Poca.  reg.).$    246,362,769     $    314,585.441         d  21.7 
Southern  District  (excl.  Poca.  reg.)         64,279,732  71,068,251        d    9.6 

Western  District   224,492,625          256,012,830         d  12.3 

Total,  United  States   $    535,135,126     $    641,666,522        d  16.6 

Total  maintenance  expenses: 

Eastern  District  (incl.  Poca.  reg.).$  89,850,859 

Southern  District  (excl.  Poca.  reg.)  23,435,063 

Western  District  71,194,138 


$  115,313,235  d22.1 
27,382,123  d  14.4 
88.225,322  d  19.3 


Total,  United  States   $  184,480,060  $    230,920,680  d  20.1 

Total  operating  expenses: 

Eastern  District  (incl.  Poca.  reg.).$  191,786.345  $    266,357,947  d  28.0 

Southern  District  (excl.  Poca.  reg.)  50,205,615  62,295,350  d  19.4 

Western  District   155,122,817  197,740,434  d  21.6 


Total,  United  States   $    397,114,777     $    526,393,731        d  24.6 


Net  railway  operating  income: 

Eastern  District  (incl.  Poca.  reg.).$  40.734.848     $ 

Southern  District  (excl.  Poca.  reg.)  10,467,353 

Western  District  53,984,082 


Total,  United  States   105,186,283 


Rate  earned,  annual  basis: 
Eastern  District    (incl.    Poca.   reg.) 
Southern  District  (excl.  Poca.  reg.) 
•  Western  District  . 


5.0 
5.3 


33.860.110 
6,528,412 

46,003,851 

86.392,373 


4.2 
3.4 
5.1 


20.3 
60.3 

17.3 


Total,  United  States 


5.4 


Ten  months  period,  ended  Oct.  31. 
%  of  in- 
1921.  1920.         crease. 


Item. 

Total  operating  revenues: 
Eastern  District  (incl.  Poca.  reg.)  .$2,246,399,989  $2,416,509,430  d  7.0 
Southern  District  (excl.  Poca.  reg.)  573,108,304  631,795,903  d  9.3 
Western  District  1,851,803,938  2,033,060,895  d  8.9 


Total,  United  States    $4,671,312,231  $5,081,366,228  d    8.1 

Total  maintenance  expenses: 

Eastern  District  (incl.  Poca.  reg.).$    840,678,372  $1,074,490,062  d  21.8 

Southern  District  (excl.  Poca.  reg.)      221,175,127          265,208.743  d  16.(i 

Western  District   646,716,959          841,863,603  d  23.2 


Total,  United  States  $1,708,570,458  $2,181,562,408  d  21.7 

Total  operating  expenses: 

Eastern  District  (incl.  Poca.  reg.). $1,906,541, 969  $2,404428403  d  20  7 

Southern  District  (excl.  Poca.  reg.)      501,897,543  589,097644  d  14  8 

Western  District   1,470,881,318  1,808,324,071  d  18  7 


Total,  United  States    $3,979,320,830  4,801,850,118         d  17.1 

Net  railway  operating  income: 

Eastern  District  (incl.  Poca.  reg.).$    207.885,159  $'107671519 

Southern  District  (excl.  Poca.  reg.)        39,586,707  17279151         'l29"i 

Western  District   247,134,399  94,681,447         16l'o 


Total,  United  States   $    494,606,265     $        4,289,079 


Rate  earned,  annual  basis: 

Eastern  District  (incl.  Poca.  reg.).  3.0 

Southern  District  (excl.  Poca.  reg.) 
Western  District  3'.  7 


def. 
1.0 
1.5 


Total,   United  States   3.2  • 

Average  miles  represented  by  foregoing  statement:    Eastern  Dis- 
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Hid,  64.43u.3S;  Southern  nisim-i.  ::\.  i  in.  IS;  Western  District,  131,969.34; 
I  mi,-. I  Slates.   284,83  1.90, 

•u-ss  MI  ui  one-tenth  of  i  per  cent,          d  Denote*  deep 

Note,  Kxclndos  returns  I'm-  Meticdt,  Toledo  &  Ironton  and  Kansas 
City  Terminal,  not  yet  tiled. 

In  a  statement  discussing  the  earnings  of  the  carriers  in 
October,  the  Association  of  Railway  Executives  said: 

October  is  normally  the  heaviest  traffic  month  of  the  year,  and 
should  show  tin  In -si  net  operating  Income.  Due  to  the  threat  of  a 
railroad  .strike  at  tlie  end  of  October,  however,  the  traffic  for  the 

nd  half  of  the  month  was  far  beyond  normal.  The  average  peak 
of  tniIHe  eaeli  year  e<>inos  about  October  10  and  the  week  ending 
October  15  should  show  the  lamest  car  loadings  of  the  year.  This 
October,  however,  the  largest  car  loadings  were  shown  the  week  end- 
Ing  October  22  and  the  w  ,-U  ending  October  29.  Indicating  that  an 
.iliiMinn.il  volume  of  freight  was  put  upon  the  rails  In  anticipation  of 
n  strike.  Immediately  after  this  threat  was  removed,  car  loadings 
1,11  off  more  than  122,000  in  n  single  \veek  and  have  since  been  declln- 
;t  a  i.it,  which  would  indicate  that  the  traffic  for  November  will 
In-  eighty  per  cent  of  that  for  Octoli,  i . 

In  addition,  the  reduction  of  maintenance  to  the  lowest  standards 
consistent  with  safety  has  continued.  During  the  first  ten  months  this 
year  the  railroads  expended  $1,708,570,458  for  maintenance  of  way, 
structures  and  equipment  compared  with  $2, 181,562. 408  during  the  cor- 

•  Hiding  period  last  year,  a  reduction  of  $472,991,950  or  21.7  per  cent. 
Dining  the  same  period  there  was  a  reduction  In  expenses  other  than 
maintenance  of  only  13.4  per  cent.  In  October  the  carriers  spent 
$184,480,060  for  maintenance  purposes  compared  with  $230,920,680  dur- 
ing the  same  month  In  1920. 

The  ratio  of  expenses  to  operating  revenues  In  October  this  year 
was  74.2  per  c<  nt  compared  with  82  per  cent  during  the  same  month 
last  year.  For  the  ten-month  period  this  year,  the  ratio  was  85.2  per 
cent  compared  with  94.5  per  cent  during  the  corresponding  period  in 
1920. 

Thirty  railroads  had  operating  deficits  in  October  compared  with 
36  in  September,  thirteen  being  in  the  Eastern,  seven  in  the  Southern 
and  ten  In  the  Western  districts. 


WISCONSIN  CASE  REARGUMENT 

The   Traffic   World    Washington  Bureau 

Reargument  in  the  Wisconsin  intrastate  passenger  fare 
case,  which  was  the  first  of  the  intrastate  rate  cases  growing 
out  of  the  Commission's  orders  in  the  state  cases  to  reach  the 
Supreme  Court,  was  begun  the  afternoon  of  December  5. 

Former  assistant  attorney  general  Olbrich  of  Wisconsin  who 
was  retained  by  the  state  as  special  counsel,  made  the  opening 
argument.  He  said  that  it  was  the  state's  contention  that  there 
was  only  a  narrow  issue  in  the  case  and  that  was  whether  the 
Interstate  Commerce  Commission  could  order  intrastate  rates 
advanced  on  the  ground  that  the  rates  on  intrastate  business 
do  not  produce  revenue  in  accord  with  the  standard  set  for  inter- 
state commerce  by  Congress. 

"That  is  the  sole  issue  here,"  he  declared. 

The  orders  of  the  Commission  in  the  intrastate  rate  cases 
made  no  reference  to  localities,  and  only  as  to  persons  in  the 
sense  that  it  was  discriminatory  to  charge  an  intrastate  pas- 
senger less  than  an  interstate  passenger  for  the  same  service 
within  two  points  in  a  state,  he  said. 

"There  is  no  such  thing  as  discrimination  against  interstate 
commerce  except  that  against  persons  and  localities,"  he  de- 
clared. 

Mr.  Olbrick  said  until  Congress  took  over  regulation  of  all 
commerce,  there  was  no  such  thing  as  intrastate  commerce  being 
a  "drag"  on  interstate  commerce.  His  contention  was  that  the 
standard  set  up  by  Congress  for  interstate  commerce  could  not 
be  used  as  a  measure  for  intrastate  commerce  in  the  absence 
of  Congress  taking  over  control  of  intrastate  commerce. 

Bruce  Scott,  of  counsel  for  the  Chicago,  Burlington  & 
Quincy,  in  his  argument,  stressed  the  material  changes  that 
had  been  made  in  the  law  by  the  enactment  of  section  13  of 
the  interstate  commerce  act.  He  contended  four  new  elements 
were  added,  saying  that  these  changes  were  made  to  overcome 
the  difficulties  which  had  developed  in  the  administration  of 
the  Shreveport  doctrine.  The  new  elements  were  set  forth  as 
follows: 

(1)  Carriers  are  authorized  to  file  complaints  bringing  intrastate 
rates  in  issue. 

(2)  Any    undue,    unreasonable,    or    unjust    discrimination    against 
interstate  or  foreign  commerce  is  forbidden. 

(3)  The   Interstate   Commerce   Commission    is   authorized   to   pre- 
scribe the   intrastate   rate,   fare  or  charge,   or  the   maximum   or  mini- 
mum, or  maximum  and  minimum,   thereafter  to  be  charged,   in  such 
manner  as  will,  in  its  judgment,   remove  such  advantage,  preference, 
prejudice  or  discrimination  as  is  found  to  exist. 

(4)  The    carriers    are    directed   to    observe    such    rates,    fares    and 
charges  so  prescribed,  the  law  of  any  state  or  the  decision  or  order 
of  any  state  authority  to  the  contrary  notwithstanding. 

Mr.  Scott  said  that  in  the  section  Congress  "both  sets  a 
statutbry  standard  for  intrastate  rates,  and  authorizes  the 
Commission,  on  finding  the  facts  of  departure  from  that  stand- 
ard, to  prescribe  the  intrastate  rates  'thereafter  to  be  observed.'  " 
Yet,  he  said,  the  state  of  Wisconsin  contends  that  the  section 
added  nothing  to  the  law. 

Counsel  declared  further,  that  it  was  impossible  to  read  sec- 
tion 15-a  and  section  13  "each  in  the  light  of  the  other,  and 
both  in  the  light  of  the  underlying  purpose  of  Congress,  and 
arrive  at  any  other  conclusion  than  that  Congress  had  deter- 
mined the  time  had  arrived  when  the  interstate  and  intrastate 
transactions  of  interstate  carriers  had  become  so  intermingled 
as  to  require  ultimate  responsibility  for  both  to  be  within  the 
realm  of  national  supervision." 


John  E.  Benton,  general  counsel  for  the  .stale  cominl«»lon«. 

In   his  argument     <  nnii-n<lcil    that    tin-  otdi-r  <>r   the   ConimlHHfon 
was   invalid   for  the  following  reasons: 

(11  That  it  appear*  from  the  order,  whieli  includes  the  report. 
that  the  Commission  misconstrued  the  law  under  which  It  assumed  to 
el.  and  that  the  order  Is  balled  upon  such  misconstruction. 

(2)  That  If  the  Commission  has  construed  the  law  properly,  then 
Congress  In  passing  the  law  went  beyond  Its  constitutional  power. 

(3)  That  if  the  Commission's  construction  la  correct,  and  the  law 
Is  constitutional,  yet  the  Commission  has  not  proceeded  In  accordance 
with  the  law. 

(I)  The  power  of  the  federal  government  to  act  with  respect  to 
the  Internal  commerce  of  any  state  Is  limited  to  the  doing  of  that 
which  Is  necessary  for  the  effective  regulations  (Including  the  pro- 
tection) of  Interstate  commerce.  In  the  case  of  discriminatory  Intra- 
tate  rates  It  may  require  the  discrimination  to  be  removed,  but  It 
can  not  go  further  and  prescribe  the  exact  rates  that  shall  then  -after 
he  in  force.  Because  the  order  of  the  Commission  attempts  to  pre- 
scribe such  rates  it  Is  void. 

"It  is  superfluous  to  say,"  said  he,  "that  if  the  order  i« 
valid  there  has  been,  in  practical  effect,  complete  destruction  of 
state  power  of  regulation.  If  carriers  are  at  liberty  to  apply 
diiectly  to  the  Commission  for  revision  of  their  rates,  and  if 
orders  made  by  the  Commission  upon  such  applications  may 
embrace  any  or  all  of  the  rates  within  a  state,  and  result  in 
completely  displacing  state  power  during  the  will  and  pleasure 
of  the  Commission,  it  is  obvious  that  state  power  of  regulation 
has  for  all  practical  purposes  been  obliterated." 

Mr.  Benton  further  contended  that  the  Commission's  con- 
struction of  "discrimination  against  interstate  commerce"  was 
inconsistent  with  the  settled  meaning  of  that  term. 

The  legislative  history  of  the  transportation  act  was  again 
reviewed  by  Mr.  Benton  in  support  of  hie  contention  that  Con- 
gress did  not  intend  to  add  to  the  power  of  the  Commission. 
Discussing  section  15-a,  Mr.  Benton  said  the  case  presented  the 
following  outstanding  question: 

Where  a  state  has  by  law  prescribed  rates  upon  certain  railroads 
which  permit  those  railroads  to  earn  a  fair  return,  can  the  federal 
government,  under  the  constitution,  set  aside  those  rates,  apd  pre- 
scribe other  and  higher  rates,  and  devote  the  proceeds  of  the  in- 
creases in  part  to  building  up  reserve  funds  for  the  receiving  carriers, 
and  in  part  to  building  up  a  contingent  fund  to  be  taken  and  used  by 
the  government  in  fostering  interstate  commerce? 

P.  J.  Parrell,  chief  counsel  for  the  Commission,  in  his  argu- 
ment, reviewed  the  position  taken  by  the  Commission  with  re- 
gard to  the  exercise  of  its  jurisdiction  over  intrastate  rates.  He 
said  the  order  issued  by  the  Commission  in  that  case  was  law- 
ful and  that  in  the  absence  of  the  additional  legislation  in  the 
transportation  act,  the  Commission  would  have  had  the  power 
to  do  what 'it  did  do.  He  said  the  Commission  had  no  desire 
to  increase  its  power  over  intrastate  commerce  but  that  where 
there  was  discrimination  against  interstate  commerce  the  Com- 
mission would  have  to  remove  it  in  compliance  with  the  law. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  submitted  his  views  to  the  court  along  the  lines 
of  his  brief  in  the  Texas  case. 


ARGUMENT  IN  TEXAS  CASE 

The   Traffic   World    Washington  Bureau 

The  Supreme  Court  heard  argument  this  week  in  the  original 
suit  brought  by  the  state  of  Texas  attacking  the  constitutionality 
of  the  transportation  act.  Thomas  L.  Beauchamp,  assistant 
attorney  general  of  Texas,  said  the  act,  with  respect  to  the  labor 
provisions,  was  in  violation  of  the  Constitution  because  it  at- 
tempted to  confer  power  to  enforce  contracts  between  employer 
and  employe,  arid  also  that  it  was  in  conflict  with  the  Constitu- 
tion of  the  state  of  Texas.  He  said  the  power  of  the  state  to 
regulate  its  internal  commerce  had  been  annihilated  by  the  act. 
Mr.  Beauchamp  also  defended  the  right  of  Texas  to  regulate  the 
issuance  of  securities  by  railroads  in  Texas  and  to  control  con- 
struction and  abandonment  of  lines  of  railroad  within  the  state. 

Mr.  Thorn,  for  the  Association  of  Railway  Executives,  dis- 
cussing the  contentions  of  Texas  with  regard  to  the  labor  pro- 
visions, said  that  since  the  case  of  Wilson  vs.  New,  243  U.  S. 
332,  in  which  the  Supreme  Court  held  the  Adamson  law  consti- 
tutional, it  could  scarcely  be  doubted  that  it  was  a  proper  exer- 
cise of  the  constitutional  power  of  regulation  to  fix,  by  con- 
gressional action  or  authority,  wages  and  adjust  labor  disputes 
between  interstate  carriers  and  their  employes,  in  order  to  avoid 
an  interruption  of  the  public  service  by  those  vital  agencies. 

"This  is  as  far  as  the  transportation  act  goes,"  said  he, 
"and,  while  the  power  of  regulation  may  extend  much  further, 
the  validity  of  this  exercise  of  power  under  the  commerce  clause 
must  now  be  conceded.  *  *  *  It  being  a  proper  exercise  of 
the  power  of  regulation,  it,  likewise,  cannot  be  prevented  or 
interfered  with  by  any  contract  right,  for  all  contracts  with 
interstate  carriers  are  entered  into  with  the  implied  understand- 
ing that  they  are,  and  must  be,  subject  to  the  full  exercise,  then 
or  thereafter,  of  the  power  of  regulation,  so  that  when  valid 
regulation  is  enacted  inconsistent  with  the  contract,  the  contract 
necessarily  fails." 

Mr.  Thorn  said  further  that  the  legislation  of  the  state,  in 
whatever  form  expressed,  its  contracts  and  its  policies,  must 
give  way  to  the  exercise  by  Congress  of  its  legitimate  powers 
of  regulation. 
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This  does  not  constitute  a  denial  of  a  reserved  right  of  a 
state,  for  the  state  has  no  such  reserved  right,"  said  he.  "On 
the  contrary,  it  is  the  protection  and  enforcement  of  the  acquired 
right  of  the  state — a  right  which  it  acquired  when  it  entered  the 
Union — to  be  assured  by  national  and  impartial  administration  of 
the  powers  of  government  of  adequate  and  efficient  means  of 
transportation,  to  equality,  as  between  it  and  its  sister  states, 
of  commercial  opportunity,  and  to  freedom  of  trade  with,  and  un- 
obstructed enjoyment  of,  the  producing  fields  and  commercial 
markets  of  all  the  states.  It  is  not  a  denial,  but  is  an  assertion 
and  a  preservation  of  states  rights." 

In  a  brief  filed  in  the  U.  S.  Supreme  Court  in  the  case 
brought  by  the  state  of  Texas  in  which  the  validity  of  the  main 
provisions  of  the  transportation  are  under  attack,  Alfred  P. 
Thorn,  general  counsel  of  the  Association  of  Railway  Executives, 
says  the  only  power  denied  the  states  by  the  act  is  the  right  to 
fix  intrastate  rates  that  discriminate  against  interstate  com- 
merce. 

In  his  brief  Mr.  Thorn  asserts  that  the  order  issued  by  the 
Commission  '"inflicts  no  injury,"  adding  that  it  is  "not  fair  to 
jurisprudence  to  attempt  to  settle  great  constitutional  questions 
like  those  presented  here  on  abstract  considerations  not  involv- 
ing definite  complaints  of  wrongs  to  persons  or  property. 

"Aside  from  the  objections  on  the  grounds  mentioned,  the  bill 
is  without  equity  and  is  based  on  what,  we  respectfully  submit, 
is  a  misconception  of  the  constitutional  justification  of  the 
transportation  act  and  of  the  lawful  rights  and  authority  of  the 
parties. 

"The  Interstate  Commerce  Commission  was  given  by  the 
act's  direct  and  primary  jurisdiction  to  fix  interstate  rates,  but 
,only  a  supervisory  power  over  intrastate  rates  to  be  exercised 
only  if  the  states  failed  to  establish  intrastate  rates  which 
would  not  give  preference  to  their  own  traffic  over  interstate 
traffic  and  would  not  unjustly  discriminate  against  interstate 
commerce. 

"The  only  power  over  state  rates  denied  to  the  states  by 
Congress  was  the  power  to  establish  an  unjust  discrimination  in 
favor  of  their  own  traffic  over  interstate  traffic  and  to  require 
the  use  of  the  instrumentalities  of  interstate  commerce,  'in  their 
intrastate  transactions  in  such  manner  as  to  affect  injuriously 
traffic  which  is  interstate.' 

"Manifestly,  interstate  commerce  would  be  injuriously  af- 
fected and  unjustly  discriminated  against  if  it  could  not  use  the 
instrumentalities  used  by  both  on  terms  as  favorable  as  intra- 
state commerce  could — if  interstate  commerce  had  to  pay  the 
bill  for  maintaining,  up  to  the  national  standard  of  adequacy 
and  efficiently,  the  agency  which  was  used  interchangeable  by 
both,  while  the  state  refused  to  make  an  equitable  contribution. 
If  the  standard  of  adequacy  expressly  fixed  by  Congress  in  the 
act  must  be  supported  out  of  the  rates  derived  from  both  classes 
of  traffic  and  the  states  could  decline  to  bear  their  equitable 
proportion,  either  the  congressional  standard  must  be  aban- 
doned or  the  deficit  caused  by  the  refusal  of  the  state  must  be 
made  up  out  of  increased  interstate  rates — and  thus,  in  either 
case,  the  states  would  effectually  regulate  interstate  commerce. 
No  interpretation  of  the  act  which  would  accomplish  this  result 
can  be  accepted. 

"The  interstate  commerce  act  confers  upon  the  Commission 
the  power  to  judge  as  to  this  discrimination  and  to  remove  it 
if  the  action  of  the  states  results  in  such  unjust  discrimination. 
"It  is  equally  obvious,  from  another  standpoint,  that  the  act 
must  be  interpreted  as  authorizing  the  removal  by  the  Com- 
mission of  any  unjust  discrimination,  created  by  a  state,  against 
interstate  commerce,  or  any  portion  of  it,  in  favor  of  intrastate 
commerce,  or  any  portion  of  it. 

"Unjust  discrimination  may  exist,  and  does  exist,  whenever 
interstate  commerce  is  injuriously  affected  by  the  more  favor- 
able terms  on  which  intrastate  commerce  is  permitted  to  move. 
The  more  favorable  terms  on  which  intrastate  commerce  may 
move,  as  compared  with  interstate  commerce,  may  exclude  the 
latter  from  markets  which  each  is  seeking,  or  from  producing 
fields  on  which  each  is  depending. 

"It  is  accordingly  submitted  that,  from  whatever  standpoint 
the  subject  be  viewed,  the  act  must  be  interpreted,  in  its  pro- 
visions as  to  state  rates,  as  conferring  upon  the  Commission  a 
power,  and  a  power  only,  to  see  that  all  unjust  and  unreasonable 
advantages  of  state  over  interstate  commerce,  and  all  unjust 
discrimination  of  state  against  interstate  commerce  are  removed, 
and  that  there  be  no  substantial  inequality  of  commercial  oppor- 
tunity to  the  prejudice  of  interstate  commerce  in  the  use  of  the 
instrumentalities  of  interstate  commerce. 

"It  cannot  be  successsfully  asserted  that  the  powers  con- 
ferred by  the  act,  as  to  interstate  rates  and  as  to  unjust  discrim- 
ination against  interstate  commerce,  are  not  within  the  consti- 
tutional grant  of  power  made  to  the  national  government  by  the 
states  to  regulate  interstate  and  foreign  commerce. 

"Nor  can  valid  criticism  be  made  of  the  method  of  rate-mak- 
ing, by  groups,  prescribed  in  the  act.  It  is  the  method  which 
was  adopted  and  followed  by  the  Commission  before  the  act  was 
passed.  It  is  the  only  method  possible. 

"It  is  difficult  to  understand  why  the  contention  should  now 
be  insistently  and  gravely  made  that  if  Congress  undertakes  to 
regulate  or  fix  the  intrastate  rates  of  an  interstate  carrier,  it 


is  invading  the  reserved  rights  of  the  states  and  violating  the 
tenth  amendment  of  the  Constitution. 

"It  cannot  be  denied  that  the  power  to  provide  for,  foster 
and  protect — all  of  which  are  involved  in  the  power  to  regulate — 
includes  the  power  to  fix  the  standard  of  efficiency  and  ade- 
quacy of  the  means  or  instrumentalities  for  carrying  on  inter- 
state commerce.  That  standard — the  national  standard — must  be 
supported  out  of  all  the  traffic,  state  and  interstate,  of  the  car- 
riers. If  a  state  disapproves  of  the  national  standard  and  may, 
by  fixing  state  rates  so  low  as  to  make  an  inequitable  and  inade- 
quate contribution  to  the  support  of  the  interstate  agency,  it  has 
the  power  to  impose  its  standard  on  Congress,  or  to  throw  on 
interstate  commerce  and  the  commerce  of  other  states,  or  on 
both,  the  burden  of  sustaining  the  national  standard  of  efficiency 
and  adequacy.  In  either  event,  Congress  would  be  denied  the 
exercise  of  its  constitutional  authority,  and  the  state,  not  the 
nation,  would  be  supreme  in  the  national  field." 


LABOR  BOARD  ACTIVITIES 

The  first  of  the  consolidated  dockets,  through  which  the 
Labor  Board  hopes  to  lighten  its  work,  was  composed  of  dis- 
putes between  the  Southeastern  Express  Company  and  its  em- 
ployes, hearing  being  begun  December  9.  The  main  question 
was  as  to  whether  the  agreements  entered  into  by  the  express 
clerks  and  the  American  Railway  Express  Company,  before  the 
organization  of  the  southeastern  company,  should  apply  to  the 
employes  of  the  latter  organization.  The  clerks  alleged  that 
the  express  company  was  paying  lower  wages  than  those  speci- 
fied in  the  agreements  and  the  executives  of  the  company  main- 
tained that  agreements  between  the  American  company  and  its 
employes  had  no  force  as  applied  to  the  employes  of  the  south- 
eastern company. 

A  similar  dispute,  on  which  the  positions  were  reversed, 
however,  arose  as  to  the  application  of  the  wage  cuts  specified 
for  employes  of  the  American  company  in  July.  These  have 
been  applied  by  the  southeastern  company  to  its  employes  also, 
the  workers  contending,  however,  that,  since  that  company  was 
not  a  party  to  the  case,  it  could  not  legally  put  the  six  cents 
per  hour  cut  into  force. 

The  remainder  of  the  disputes  are  minor  in  nature,  encom- 
passing mainly  disagreements  which  arose  at  a  conference  of 
executives  and  employes  of  the  southeastern  company  held  last 
July. 

The  United  States  Railroad  Labor  Board,  December  6,  began 
consideration  of  the  disputes  in  regard  to  the  rules  and  working 
conditions  of  the  maintenance  of  way  employes.  The  board's 
action  on  these  disputes  will  probably  result  in  the  modification 
of  the  national  agreement  originally  made  between  the  railroad 
administration  and  the  United  Brotherhood  of  Maintenance  of 
Way  Employes  and  Railway  Shop  Laborers,  which  became  effec- 
tive December  16,  1919. 

This  national  agreement  has  been  superseded  on  some  35  or 
40  railroads  by  subsequent  agreements  between  the  men  and  the 
managements,  and  these  agreements  will  not  be  affected  by  the 
board's  action.  Where  rules  have  been  agreed  to  in  part  by 
the  men  and  the  roads  the  agreed  rules  will  stand. 

About  95  railroads  are  directly  involved  in  the  present  dis- 
putes, but  the  decisions  as  to  them  will  affect  others  which  may 
afterward  come  before  the  board.  In  addition  to  the  brother- 
hood, another  railroad  labor  organization,  the  American  Federa- 
tion of  Railway  Workers,  is  involved. 

Under  normal  conditions  there  are  about  585,000  men  em- 
ployed on  the  roads  in  work  classed  as  maintenance  of  way.  At 
present  it  is  not  believed  over  500,000  are  employed. 

Of  the  83  rules  in  the  national  agreement  all  are  in  dispute 
before  the  board,  but  an  agreement  has  been  reached  on  most 
of  the  rules  on  a  majority  of  the  lines.  Oil  many  of  the 
rules  there  is  at  present  a  disagreement  on  only  one  or  two  lines 
of  road.  The  six  rules  on  which  there  is  a  disagreement  on  the 
majority  of  the  roads  relate  to  overtime  and  similar  subjects 
and  to  pay  for  time  of  men  traveling  to  and  from  work. 

It  was  announced,  December  9,  that  the  new  maintenance 
of  way  and  shop  laborers'  rules  would  be  ready  December  14 
and  that  they  would  be  made  effective  two  days  later. 


AMENDMENT  OF  SECTION  302 

The   Traffic   World    Washington  Bureau 

Amendment  of  section  302  of  the  transportation  act,  relat- 
ing'to  adjustment  of  disputes  between  railroads  and  their  em- 
ployes, is  provided  in  a  bill  (H.  R.  9285)  introduced  by  Repre- 
sentative Madden  of  Illinois.  The  bill  would  add  the  following 
to  section  302: 

(1)  Provided,    however.    That   representation    on   all    such    adjust- 
ment  boards   shall   not    he   limited   to    subordinate   officials    or   to   em- 
ployes or  organizations  of  subordinate  officials  or  of  employes  repre- 
senting a  majority  of  the  respective  crafts  or  classes  of  employes  on 
any  one    road   or  on    any    group    of   roads,    either   as    a    result   of   any 
agreement  entered  into  as  herein  outlined  or  as  a  result  of  any  rulo 
or  regulation  of  the  labor  board  provided  for  in  section  304  of  this  title. 

(2)  All  employes  or  subordinate  officials  or  bona  fide  organizations 
of   employes   or  organizations   of   subordinate    officials    shall    have    fair 
and  equitable  representation  on  all  such  labor  adjustment  hoards  pro- 
vided for  in  section  302. 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 
Payment  of  Overcharges  for  Residence  Telephone  Service  Held 

Not  Recoverable: 

(Supreme  Court  of  Washington.)  Payments  for  residence 
telephone  service  cannot  be  recovered  as  overcharges,  in  the 
absence  of  a  showing  that  the  excess  amounts  were  paid  under 
mistake  of  fact,  or  were  induced  by  fraud,  or  were  made  through 
the  exigencies  of  business,  amounting  to  compulsion. — Cavers  vs. 
Home  Telephone  &  Telegraph  Co.  of  Spokane,  201  Pac.  Kept., 
p.  20. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

'.Digests  taken  from  Reporters  and   Digests  of  National   Reporter 
System,  Published  by  West  Publishing  Co.,  St.  Paul,  Minn. 
Copyright  by  West  Publishing  Co.) 


Liability  for  Non-delivery   Under  Charter  Party: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  In  libel  against 
owner  of  vessel  for  non-delivery  under  charter  party  entitling 
libelant  to  vessel  during  winter  season,  in  which  owner  im- 
pleaded  charterer  entitled  to  possession  during  summer  season, 
alleging  such  charterer's  failure  to  deliver  to  owner  to  be  re- 
sponsible for  owner's  non-delivery  to  libelant,  the  objection  that 
the  charter  with  libelant  had  been  entered  into  by  an  individual 
who  had  organized  the  corporation  owning  the  vessel,  whereas, 
the  charter  with  such  other  charterer  was  executed  in  the  name 
of  such  corporation,  held  not  open  to  consideration  on  appeal, 
where  the  point  was  not  noted  below  and  was  not  referred  to 
in  the  pleadings,  and  where  both  the  individual  and  the  corpora- 
tion appeared  and  answered  as  owners,  and  where  Admiralty 
Rules,  Nos.  6-9  (267  Fed.  viii,  ix)  were  not  complied  with.— 
Gang.  S.  S.  Line  vs.  Wilhelmsen  et  al.  The  Themis,  275  Fed. 
Kept.,  p.  254. 

Where  owner  of  vessel,  charterer  during  winter  season,  and 
charterer  during  summer  season  agreed  as  to  dates  between 
which  vessel  was  to  be  delivered  by  summer  charterer  to  owner 
and  by  owner  to  winter  charterer,  the  owner  was  required  to 
deliver  at  such  time,  notwithstanding  provision  of  charter  re- 
quiring vessel  to  be  "placed  at  the  disposal  of  the  charterer 
upon  redelivery  by"  summer  charter,  since  such  provi- 
sion as  to  redelivery  by  summer  charterer  was  merely  a  de- 
scription of  the  relation  existing  between  owner  and  its  sea- 
sonal charterers,  and  did  not  make  such  redelivery  a  condition 
precedent  to  winter  charterer's  right  to  delivery. — Ibid. 

Where  owner  of  vessel,  charterer  for  summer  season,  and 
charterer  for  winter  season  agreed  as  to  the  dates  between 
which  the  vessel  was  to  be  delivered  by  the  one  charterer  to 
owner  and. by  owner  to  the  other  charterer,  a  charterer  was  not 
entitled  to  additional  time  for  delivery  under  the  "overlap" 
doctrine,  the  parties  themselves  having  allowed  a  margin  for 
contingencies  by  division  of  seasons  by  period,  rather  than  named 
days. — Ibid. 

Charter's  inability  to  pass  through  the  Panama  Canal  on 
closing  of  canal  because  of  the  Culebra  slide  on  canal's  bank, 
did  not  excuse  failure  to  deliver  vessel  to  owner  at  required 
time  under  provision  of  charter  excepting  charterer  from  lia- 
bility where  such  failure  was  caused  by  an  "act  of  God,"  since 
the  closing  of  the  canal  in  such  case  was  the  result,  which 
could  have  been  expected,  of  a  deliberate  widening  of  the  canal, 
which  in  its  entirety  was  a  bold  and  daring  experiment  of  human 
activity.— Ibid. 

An  act  of  God  is  due  to  natural  causes,  without  human  inter- 
vention.— Ibid. 

Provisions  of  charter  parties  making  certain  dangers  "always 
excepted"  protect  both  owner  and  charterers,  whether  the  word 
••mutually"  is  inserted  or  not,  unless  the  context  clearly  shows 
an  intention  to  protect  owner  only,  or  possibly  charterers  only. 
—Ibid. 

When  the  master  of  a  ship,  chartered  but  not  demised,  issues 
bills  of  lading,  the  contract  evidenced  thereby  is  not  only  the 
ship's  contract  and  that  of  the  charterer  who  caused  their  issue, 
but  in  addition  is  the  contract  of  the  owner  whose  master  issued 
them.— Ibid. 

Owner,  charterer  and  subcharterer  were  all  three  personally 
liable  for  the  fulfillment  of  the  bills  of  lading,  issued  by  sub- 
charterer  on  behalf  of  master,  with  authority  to  sign  for  master, 
but  subcharterer,  where  charter  parties  contained  indemnifica- 


tion clauses,  was  bound  to  Bave  the  charterer  and  owner  from 
such  liability.— Ibid. 

Every  phrase  of  every  commercial  contract,  Including  the 
exceptions,  is  to  be  construed  In  the  light  of  the  whole  document, 
to  the  end  that  there  shall  be  no  more  overlapping  of  phrases 
than  is  necessary!  and  in  the  light  of  matters  known  of  all  men, 
and  capable  of  judicial  cognizance. — Ibid. 

The  closing  of  the  Panama  Canal  because  of  the  Culebra 
slide  held  an  "accident  of  canals"  within  charter  party,  making 
a  charterer  not  liable  for  "accident  of  canals." 

Where  subcharterer  accepted  goods  for  shipment  from  New 
York  to  Australia  in  their  "Australian  line"  without  committing 
itself  to  transport  such  goods  by  the  particular  vessel  which 
was  in  its  possession  under  a  subcharter,  the  mere  fact  that  the 
Panama  Canal,  through  which  it  had  been  intended  to  make  the 
trip,  was  closed  when  ship  reached  it  by  reason  of  glides  on 
the  banks  of  the  canal,  so  that  It  was  necessary,  if  the  ship  was 
to  proceed  with  the  cargo,  for  It  to  sail  aronnd  the  Cape,  did  not 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for  getting  the 
men  and  the  positions  In  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  insertion,  Jl.OO  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  1 
words  to  the  line;  numbers  and  abbreviations  counted  as  words: 
6  point  type;  payable  In  advance.  Answers  to  keyed  advertisements 
foi-wardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago,  111. 

WANTED — A  position  as  traffic  manager  or  assistant  in  traffic  de- 
partment. Age  35;  married.  Ten  years'  experience  Industrial  traffic. 
Prefer  western  or  southwestern  territory.  Address  LPX,  Traffic 
World.  Chicago. 

POSITION  WANTED — By  young  man,  as  assistant  traffic  man- 
ager, graduate,  where  training  and  knowledge  of  the  work  has  con- 
sideration; any  preference,  mid-western  states.  Address  S.  L.,  care 
Traffic  World.  Chicago. 

WANTED — Hard  boiled  rate  clerks.  Do  not  answer  unless  you  are 
satisfied  you  can  make  good,  as  we  want  only  rate  men  who  can  audit 
freight  bills  and  catch  all  the  overcharges.  Address  Freight  Audit 
Company.  1018  Wabash  Ave.,  Chicago. 

POSITION  WANTED — Young  man,  26,  ambitious,  energetic,  cor- 
respondence school  graduate  in  traffic  but  without  practical  experience, 
desires  position  in  traffic  department  of  railroad  or  industrial  concern 
where  hard  and  conscientious  work  Is  recognized.  Address  O.  C.  G.. 
Traffic  World.  Chicago. 

POSITION  WANTED— As- Freight  Auditor  or  Traffic  Manager 
Short  Line,  twelve  years'  experience  in  traffic  work,  station  and 
general  accounting  and  claims.  Single.  Location  no  object.  Address 
I.  C.  H.  405.  Traffic  World.  Chicago. 

POSITION  WANTED — Industrial  or  commercial  traffic  department. 
Fifteen  years'  local  freight  office,  large  trunk  line:  five  years'  indus- 
trial traffic  experience.  Open  for  immediate  engagement;  reasonable 
salary;  age  40;  married.  D.  A.  N.  401,  Traffic  World.  Chicago. 

FOR  SALE — Several  thousand  No.  1  6x8 — 8  ft.  oak  railroad  cross 
ties.  Can  also  furnish  oak  switch  ties  and  crossing  plank  to  order. 
Have  three  mills  in  operation.  L.  E.  Pearson,  P.  O.  Box  315,  South 
Bend.  Ind. 
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excuse  subcharterer's  failure  to  deliver  vessel  to  charterer  at 
the  time  specified  in  the  subcharter,  though  subcharter  provided 
that  subcharterer  should  not  be  responsible  for  accidents  of 
canals,  since  such  accident  did  not  prevent  subcharterer  from 
performing  its  obligation  to  deliver  shipment  and  also  deliver 
vessel  at  specified  time,  in  the  absence  of  evidence  that  the 
cargo  could  not  have  been  delivered  in  another  vessel,  notwith- 
standing that  it  would  have  been  difficult,  dangerous,  and  enor- 
mously expensive  to  so  do. — Ibid. 

Subcharterer,  claiming  to  be  excused  from  non-delivery  of 
vessel  to  charterer  at  required  time  by  reason  of  commercial 
impossibility,  had  the  burden  of  proving  such  impossibility. — 
Ibid. 

In  charterer's  action  for  non-delivery  of  steamer  during  the 
abnormal  conditions  of  the  great  war,  at  a  time  when  it  was 
impossible  for  the  .charterer  to  secure  another  vessel  similar 
to  that  chartered,  the  measure  of  damages  was  what  the  char- 
terer could  have  obtained  for  the  steamer  in  the  market  had 
it  been  delivered  to  charterer  in  time. — Ibid. 
Vessel  Must  Make  Delivery  .of  Goods  Admitted  by  Bill  of  Lading 

to   Have   Been    Received: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  The  master  of 
a  ship,  when  he  issues  a  bill  of  lading  for  goods,  must  make  de- 
livery of  all  the  goods  admitted  by  the  bill  of  lading  to  have 
been  received,  and  when  a  shipowner  signs  a  bill  acknowledging 
the  receipt  of  a  specific  quantity  of  goods,  he  is  bound  to  deliver 
the  full  amount  specified,  unless  he  can  show  that  the  whole  or 
some  part  of  it  was  in  fact  not  shipped,  the  burden  of  establish- 
ing a  short  shipment  being  on  the  vessel.— Scott  vs.  W.  R.  Grace 
&  Co.,  275  Fed.  Kept.,  p.  340. 

If  a  shipowner  seeks  to  avoid  responsibility  for  goods,  ad- 
mitted by  the  bill  of  lading  to  have  been  received,  by  showing 
falsification  of  the  bill,  which  he  duly  signed,  he  bears  the  onus. 
—Ibid. 

Where  bags  of  nitrate  were  loaded  on  a  vessel  by  lighterage 
company  employed  by  shipper,  the  ship's  reponsibility  for  the 
shipment  did  not  commence  until  the  goods  were  laden  on 
board,  and  a  tally  into  the  ship  and  receipts  given  for  each 
lighter  was  the  best  evidence  of  what  was  actually  loaded. — Ibid. 
In  a  proceeding  by  vessel  to  recover  freight,  evidence  intro- 
duced by  libelant  held  sufficient  to  sustain  a  finding  that  all 
of  the  goods  admitted  by  the  bill  of  lading  to  have  been  received 
were  not  received  by  the  vessel. — Ibid. 

A  defense  not  pleaded  in  the  answer,  and  not  relied  on  be- 
low, will  not  be  considered  on  appeal  by  defendant. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS   OF,   OR    INJURY  TO   GOODS 
Duty  of  Carrier  in  Transportation  of  Perishables: 

(Supreme  Court  of  Iowa.)     The  duty  of  a  carrier  is  to  carry 
a  shipment  safely  with  due  regard  to  its  perishable  character. 
(E.  H.  Emery  &  Co.  vs.  American  Refrigerator  Transit  Co.) — 
Chicago,  B.  &  Q.  R.,  Co.,  Garnishee,  184  N.  W.  Rept,  p.  750). 
Proof  of  Market  Value  Not   Essential  Where  Articles  Lost  Are 

Without  Market  Value: 

(Supreme  Court  of  Kansas.)  The  proceedings  considered, 
and  held,  there  was  no  material  variance  between  the  pleading 
and  the  proof,  evidence  complained  of  was  properly  admitted, 
instructions  to  the  jury  were  correct,  and  special  findings  of  the 
jury  were  sustained  by  the  evidence. — Stevens  vs.  Harmon,  201 
Pac.  Rept,  p.  72. 

In  an  action  for  loss  of  wearing  apparel,  and  articles  which 
because  of  use  or  for  other  reasons  had  no  market  value,  proof 
of  market  value  was  not  essential. — Ibid. 
Delivery  to  Drayman  Held  a  Delivery  to  Consignee: 

(Court  of  Appeals  of  Georgia.)  This  was  a  suit  for  the 
value  of  certain  shipments  of  freight  which  had  been  placed 
in  the  hands  of  the  defendant  as  carrier  for  delivery  to  the 
plaintiff,  which  it  was  alleged  the  defendant  failed  to  deliver 
to  the  plaintiff.  The  defendant  claimed  delivery  to  a  drayman 
as  the  agent  of  the  plaintiff  and  sought  to  prove  the  agency  by 
a  course  of  dealing.  The  only  issue  in  the  case  was  whether  or 
not  the  shipments  had  been  delivered  to  a  person  (the  drayman) 
authorized  by  the  plaintiff  to  receive  them  from  the  defendant, 
and  whether  or  not  the  defendant,  by  a  course  of  dealing  with 
the  plaintiff,  had  a  right  to  depend  upon  their  delivery  to  this 
alleged  agent  of  the  plaintiff.  There  was  evidence  to  support 
the  verdict,  and  the  charge  of  the  court  was  not  erroneous  for 
any  of  the  reasons  assigned. — Payne,  Ag'ent,  vs.  Johnson,  Fluker 
&  Co.,  108  S.  E.  Rept.,  p.  803. 


CARRIAGE  OF  LIVE  STOCK 

Carrier  Must  Furnish  Suitable  and   Reasonably  Safe  Utilities  for 

Reception  of  Cattle  for  Shipment: 

Supreme  Court  of  North  Dakota.)  It  is  the  duty  of  a  car- 
rier, as  an  incident  to  its  business  of  transporting  live  stock, 
when  it  tenders  facilities  and  utilities  for  the  reception  of  cattle 
preparatory  to  shipment,  to  furnish  the  same  in  a  suitable  and 
reasonably  safe  condition.  (Booke  &  Olson  vs.  Payne,  Agent, 
184  N.  W.  Rept,  p.  803.) 

Where  a  carrier  maintains  stockyards  and  also  a  plot  of 
ground  upon  which  the  cattle  are  customarily  held  preparatory 
to  shipment  and  where  prospective  shippers  are  directed  toy  the 
carrier  to  feed,  water  and  hold  their  cattle  upon  such  plot  of 
ground  preparatory  to  and  while  waiting  shipment  by  reason  of 
occupancy  of  the  stockyards,  and  where,  while  there,  60  head  of 
cattle  wander  through  unprotected  openings  in  spoil  banks  of  an 
artificial  reservoir  there  maintained  'by  the  carrier,  and  off  steep 
banks  into  an  open  space  of  thin  ice  and  deeper  water,  occasion- 
ing the  loss  of  44  head,  it  is  held  that  the  carrier's  breach  of 
duty  and  the  shippers'  contributory  negligence  were  questions 
of  fact  for  the  jury. — Ibid. 


Personal  Notes 


James  F.  Finnegan  has  been  elected  secretary  and  treasurer 
and  a  director  of  the  Jos.  Stockton  Transfer  Co.,  Chicago,  suc- 
ceeding P.  J.  Finnegan,  who  died. 

A.  B  Chown  has  been  appointed  assistant  general  passenger 
agent  for  the  Grand  Trunk  Railway,  western  lines,  at  Chicago. 

C.  E.  Jenney  has  been  appointed  general  agent,  passenger 
departments,  for  the  Canadian  National  and  the  Grand  Trunk 
railways,  at  New  York  City. 

S.  L.  King,  Jr.,  has  been  appointed  general  manager  of  the 
Equitable  Auto  Company,  Pittsburgh. 

J.  F.  Hogan  has  been  appointed  general  agent  for  the  El 
Paso  &  Southwestern  System  and  the  Morenci  Southern  Rail- 
way, at  Chicago,  succeeding  F.  "W.  Pullen,  who  resigned. 

H.  R.  Safford  has  been  elected  vice-president  in  charge  of 
capital  investments,  valuation,  real  estate  and  insurance,  of  the 
Chicago,  Burlington  &  Quincy.  Mr.  Safford  began  railroad  work 
with  the  Illinois  Central  and  has  been  assistant  to  the  presi- 
dent of  the  Burlington  since  federal  control. 

W.  G.  Chamberlain  has  been  appointed  commercial  agent 
for  the  Chesapeake  &  Ohio,  at  Atlanta. 

James  McAdoo,  claim  clerk  in  the  accounting  department 
of  the  P.  C.  C.  &  St.  L.,  in  the  services  of  which  road  he  has  been 
since  1885,  was  presented  with  a  gold  watch  by  his  fellow  em- 
ployes on  the  occasion  of  his  retirement,  December  5.  Mr.  Mc- 
Adoo began  his  railroad  work  as  a  messenger  for  the  Cleveland 
&  Pittsburgh  Railroad  in  1865.  Former  associates  of  Mr.  McAdoo 
on  the  Pennsylvania  System  entertained  the  veteran  at  a  dinner 
and  presented  him  with  a  handbag  and  traveling  set. 


DEWALT   FOR  COMMISSIONER 

A.  G.  Dewalt,  Democrat,  of  Allentown,  Pa.,  former  member 
of  the  House  committee  on  interstate  and  foreign  commerce,  has 
been  recommended  to  President  Harding,  it  is  understood,  for 
appointment  as  a  member  of  the  Interstate  Commerce  Commis- 
sion. Mr.  Dewalt  is  by  profession  a  lawyer  and  he  served  in 
the  Sixty-fourth,  Sixty-fifth  and  Sixty-sixth  Congresses. 


HENRY  C.  BARLOW  DEAD 

The  transportation  world  was  shocked  to  hear  of  the  death, 
the  night  of  December  6,  at  his  home  in  Chicago,  of  Henry  C. 
Barlow,  traffic  director  of  the  Chicago  Association  of  Commerce 
and  chairman  of  the  executive  committee  of  the  National  In- 
dustrial Traffic  League,  of  which  he  was  one  of  the  founders 
and  in  the  work  of  which  he  had  always  been  active.  His 
death  was  sudden,  from  apoplexy,  though  he  had  not  been  strong 
for  the  last  year  or  so,  in  which  time  he  had  undergone  two 
severe  operations.  He  was  seventy-one  years  old,  but,  in  spite 
of  his  age  and  his  weakened  physical  condition,  he  kept  at  work 
until  the  last,  attending  to  business  as  usual  on  the  day  of  his 
death. 

He  was  easily  the  leading  figure  among  industrial  traffic 
men  in  the  country  and  his  judgment  was  deferred  to,  not  only 
by  his  fellows,  but  by  the  carriers  themselves  and  by  the  Inter- 
state Commerce  Commission  and  members  of  Congress  when 
legislative  problems  were  under  consideration.  He  is  the  third 
leading  figure  among  industrial  traffic  men  to  pass  away  in  the 
last  two  or  three  years,  the  others  being  Frank  B.  Montgomery, 
traffic  manager  of  the  International  Harvester  Company,  and 
Guy  M.  Freer,  head  of  the  traffic  department  of  the  Cincinnati 
Chamber  of  Commerce,  and  later,  at  the  time  of  his  death,  execu- 
tive secretary  of  the  National  Industrial  Traffic  League.  Mr. 
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Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 

Chicago  Agent:   M.  E.  Kienappel,   142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


PASSENGER 
and  FREIGHT 
STEAMERS 


NEW  ORLEANS-EUROPE 

MEXICO 

Corunna,     Santander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Havana 

Sailing  from   New  Orleans 

S.  S.  Hollandia December  30th 

S.  S.  Frisia February  10th 

S.  S.  Hollandia March  10th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC.  .Agents, 

630  Common  Street,     New  Orleans,  La. 


Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 

A  Year  and  More 

Get  Into  thi«  new  big  pay  field  now  I  The  traffic  director  of  a  Detroit 
concern  earn*  $10,600  a  year — a  Cleveland  traffic  man  receive*  $24.000 
Of  rourse  every  man  cannot  equal  these  brilliant  •uccesie*.  bat  number- 
leg*  traffic  positions  pay  from  $2.600  to  $10.000  a  year.  The  work  I* 
fascinating  and  intensely  interesting  and  the  reward*  are  biff.  Thou- 
sand* of  men  are  needed  now.  Why  don't  you  qualify  for  one  of  th*»« 
bit  pay  job.  7 

Learn  in  Spare  Time 

You  can  Quickly  master  the  secrets  of  traffic  management  through 
our  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
ciation staff  of  experts  can  qualify  you  for  a  good  traffic  job  In  an 
amazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
your  present  work — and  after  you  have  Qualified  we  assist  you  to  secur* 
a  well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  you  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  can 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  importance 
Don't  delay  1  Send  us  a  postal  today  I  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  212-B  4043  Drexel  Blvd.,  Chicago,   111. 


•V  The  book  which  you  have  been  seeking  "W 

"Limitation  of  Common  Carrier's  Liability" 

Laws  governing  the  filing  and  settlement  of 

Claims  Against  Common  Carriers 

for 

Loss,  Damage,  Injury  and  Delay 

to 

Property  Transported  in  Interstate  and  Foreign  Commerce 

Coven  ill  T.r.iion.  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  -unm  of  carrier*' 
liability,  and  validity  of  limited-liability  cUuwa  in  billi  of  lading  under  Section  20  of  the  Interstate  Commerce 
Act,  at  developed  by  the  "Cannack  Amendment,"  and  the  first  and  tecond  "Cummin*  Amt-ndmenU."  TV  -  pur- 
pote  of  the  work  i»  to  state  the  present  law  governing  every  proposition  involving  carrier*  liability  in  a  manner 


All  legal  works  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of 
shippers  and  carriers  have  keen  rendered  obsolete  by  the  interpretation  and  construe* 
fion  of  Section  20  of  the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court 


The  only  up-to-date,  complete  and  authoritative  work  on 
this  very  important  and  much-misunderstood  subject. 

Affri-la  rxfry  t-hipjier  and  earrier  in  ihe  T'nilril  Slalr*.  whrllirr  large  nr  mnall. 


Treats  fully  the  many  leading  decisions  of  the  United  States  Supreme  Court, 
governing  ibis  subject,  including  the  following  controlling  cases:  McCaull- 
Dinsmore  Co.,  /'nmroie,  Lorfctv-ood.  Hart,  Piper,  Riverside  Mill*.  Croninger, 
Dentebach.  Prescoti,  Starbird,  Olivit  Brot.,Carl,  Harriman  Bro*.,  Btuh Mill- 
ing Co.,  Burkf,  Pierce  Co.,  Kankin,  Robinson,  Ward,  Leatherwood,  Cramer, 
Sealy,  .\eiman-Mamu  Co.,  Hooker,  Reid,  Collint  Produce  Co.,  Me. 


A  few  of  the  important  subjects  treated: 

terminal  cjirrirri  -  Ltmttrd  liability  cliutci  «ov*rnin(  UinipottaTlon  of  llv*  atoek  and 
ptn»habl*  tfafAc-VciMl  owner*  liability  In  fortijn  com  mere*  Rale*  d*p*nd*n1  upon 
declared  Of  rrl»**4  valuation  -  -Liability  of  carrier  for  full  actual  fo*a.  dama|a.ot  Injury 
recardt***  of  limited  liability  ie.nlr.ri  Validity  of  limited  liability  proviilona  In  contract* 
of  ihipment.  cliidncition*  and  tariff*-  Time  lor  iivin«  notice  of  and  Allnf  of  claim*  with 

price  at  market  price  control*  -Inlereal-  Refund  of  freight  charge*  Exemption  of  carrier 
from  liability  for  act  of  Ood.  public  enemy,  negligence  of  *hlrper.  public  authority 

Complete  Table  of  Content*  mailed  free  upon  reqtittt. 
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ALYSIS.  •  lurid  and  autti..riuiivr  SUBJECT-MATTER  with  copk 
j— .  a  delailtd  INDEX,  and  a  con.t.lrtc  TABLE  OF  CASKS. 


, 

lrtc  riuiion  of  ray...  detailed  INDEX,  and  •  r..n.[.Irte  TABLE  OF  CA 
nted  on  the  higbest  quality  of  paper,  and  the  style  of  printing  used  uro*ii 
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nhilr  (taper,  the  Index 
d' color  -i  lit-nic  nf  the 


PRICE,  $7.50  K 


r-ijn,  ilrlivrrrd,  or  at  «ny  book  ilmlrr.    Sent  on  five  day»'  approval. 
PLACE  YOUR  OHDER  AT  ON)  K   AS  PRKSKNT  KDITKIN  IS  LIMITED. 
Deierifttive  literature  mailed  free  upon  reqaett.  ~~ 


TRAFFIC  LAW  SERVICE  CORPORATION,  ^^S^X,  CHICAGO,  ILL 


ANFODD 


!&^ 


Manufacturers — Capitalists 
Wholesalers — Men  of  Broad  Vision 

SANFORD  offers  the  opportunity  to  emulate  the  success 
of  the  late  Henry  M.  Flagler,  Florida's  pioneer  investor. 

Situated  on  the  headwaters  of  the  St.  Johns  River, 
SANFORD  is  an  ideal  industrial  and  manufacturing 
center.  It  possesses  most  advantageous  facilities  for  water 
and  railroad  transportation,  being  the  terminus  of  the 
Clyde  Line  steamers.  The 
very  heart  of  Florida's  most 
fertile  farming  district  is  here 
(celery  crop  alone  amounting 
to  $5,000,000  annually). 

It  is  not  a  Gamble.  The 
Community  is  here  and  flour- 
ishing. Imposing  office  build- 
ings, handsome  clubs  and 
churches  and  beautiful  resi- 
dences. 

We  offer  Lucrative,  Invul- 
nerable Investments.  Let  us 
place  the  facts  before  you. 

Address 

Sanford  Chamber  of  Commerce 

San  ford,  Florida 


1214 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  24 


Montgomery  was  also  prominent  in  the  councils  of  the  Traffic 
League. 

Mr.  Barlow  was  born  in  Niles,  Mich.,  August  15,  1850.  He 
leaves  a  widow,  one  son  and  two  daughters.  He  began  his  rail- 
way service  as  office  boy  and  clerk  for  the  Illinois  Central 
Railroad,  at  Warren,  111.,  February  17,  1866;  telegraph  oper- 
ator, C.  &  N.  W.  Ry.,  Harrington,  111.,  June,  1866-February,  1867; 
clerk  and  operator  on  various  divisions,  same  road,  1867-77; 
agent  at  Norwalk,  Wis.,  1877-9;  traveling  freight  agent,  same 
road,  1879-81;  division  freight  agent,  Winona  &  St.  Peter  and 
Dakota  Central  Railroad,  Winona,  Minn.,  1881-2;  assistant  gen- 
eral freight  agent,  1882-3,  and  general  freight  agent,  1883-4, 
A.  T.  &  S.  F.  Railroad;  traffic  manager,  Mexican  Central  Rail- 
road, 1884-6;  traffic  manager,  Wisconsin  Central  lines,  1887-93; 
vice-president  and  general  manager,  1893-5,  and  president,  1895- 
1901,  Eransville  &  Terre  Haute  Railroad. 

After  he  resigned  as  president  of  the  Evansville  &  Terre 
Haute  in  1901,  he  was  associated  with  the  General  Paper  Cor- 
poration. After  that  he  was  executive  director  of  the  Chicago 
Shippers'  Association,  which,  about  1905,  was  merged  with  the 
Chicago  Association  of  Commerce. 

COMMISSIONER   COX    INJURED 

Commissioner  Cox,  who  was  shaken  up  in  a  minor  collision 
when  traveling  to  Washington  from  New  York,  October  28,  has 
not  been  able  to  attend  to  his  duties  as  commissioner  since  that 
time.  At  the  time  of  the  collision  it  was  said  that  he  had  not 
been  injured,  but  it  has  developed  that  he  suffered  injuries  to 
his  back.  He  is  now  at  Hot  Springs,  Ark.,  and  is  reported  to  be 
recoveiing  slowly. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

After  a  period  of  inactivity  the  work  of  reorganizing  the 
Milwaukee  Traffic  Club  began,  December  5,  at  a  dinner  held  at 
the  Milwaukee  Athletic  Club.  Carl  B.  Jackson,  president  of  the 
National  Association  of  Railway  and  Utilities  Commissioners, 
spoke  on  "States  Rights  and  Jurisdiction  of  State  Commissions 
Over  Intrastate  Rates."  Among  others  who  spoke  briefly  were: 
Mr.  H.  W.  Beyers,  freight  traffic  manager,  C.  &  N.  W.;  T.  W. 
Proctor,  general  freight  agent,  C.  M.  &  St.  P.;  Geo.  M.  Krid- 
ler,  general  freight  agent,  Baltimore  &  Ohio;  B.  R.  Newman, 
assistant  general  freight  agent,  Wabash  Railroad;  Mr.  F.  M. 
Blkinton,  president  of  the  club.  Arrangements  are  being  made 
for  the  club's  annual  dinner,  which,  it  is  planned,  will  be  held 
January  16,  1922. 

The  Transportation  Club  of  San  Francisco  will  hold  its 
annual  Christmas  dinner  and  jinks  at  the  Palace  Hotel,  Decem- 
ber 22.  A  standard  semaphore  will  be  used  to  announce  the 
features  of  the  entertainment. 


Bancroft  Hill,  president  of  the  Harbor  Board  of  Baltimore, 
spoke  at  the  December  meeting  of  the  Traffic  Club  of  Baltimore, 
held  at  the  Hotel  Rennert,  December  6,  on  "Present  and  Future 
Development  of  Baltimore  Harbor."  E.  C.  Van  Arsdel,  business 
manager  of  The  Traffic  World,  was  also  on  the  program.  Mov- 
ing pictures  of  Baltimore's  water-front  facilities  were  shown. 


The  regular  monthly  meeting  of  the  York,  Pennsylvania, 
Traffic  Club  was  held  at  the  Manufacturers'  Association,  Decem- 
ber 8.  J.  W.  Allison,  freight  traffic  manager  of  the  Western 
Maryland  Railway,  Baltimore,  spoke  on  "Classification  and  Rate 
Making."  Motion  pictures  of  the  Baltimore  terminals  of  the 
Western  Maryland  were  shown. 


The  eighth  annual  dinner  of  the  Traffic  and  Transporta- 
tion Association  of  Pittsburgh,  which  numbers  over  500  mem- 
bers, was  held  at  the  Hotel  Chatham,  December  8.  A.  G.  Gut- 
heim,  of  the  car  service  division  of  the  American  Railway  As- 
sociation, and  Major  J.  Franklin  Bell,  U.  S.  Army,  district  en- 
gineer for  Pittsburgh,  were  the  speakers.  The  officers  elected 
for  1922  were  as  follows:  President,  M.  A.  Greenwood,  Balti- 
more &  Ohio  Railroad;  vice-president,  R.  H.  Reese,  Jones  & 
Laughlin  Steel  Co.;  treasurer,  G.  E.  Greer,  Union  Pacific  Rail- 
road; recording  secretary,  R.  F.  Heil,  Gulf  Refining  Co.;  finan- 
cial secretary,  T.  E.  Wolfe,  A.  T.  &  S.  F.  Railway;  executive 
committee,  S.  R.  Hosmer,  Jones  &  Laughlin  Steel  Co.,  chair- 
man; H.  A.  Cochran,  A.  M.  Byers  Co.;  A.  J.  Benson,  National 
Tube  Co.;  J.  H.  Anderson,  Pere  Marquette  Railway;  H.  F.  Starke, 
Southern  Pacific  Railway. 


Henry  C.  Wallace,  Secretary  of  Agriculture,  and  James  C. 
Davis,  Director-General  of  Railroads,  will  speak  at  the  fourteenth 
annual  dinner  of  the  Traffic  Club  of  Philadelphia,  to  be  held  at 
the  Bellevue-Stratford  Hotel,  January  9,  1922. 


The  annual  meeting  and  election  of  officers  of  the  Traffic 
Club  of  New  England  will  take  place  at  the  Copley-Plaza  Hotel, 
Boston,  December  12.  Dinner  will  be  served,  and  entertainment 
furnished  by  the  Traffic  Club  Glee  Club. 


J.  H.  Butler,  manager  of  the  loss  and  damage  department 


of  the  American  Railway  Express  Co.,  spoke  on  the  perfect 
package  campaign  at  the  regular  monthly  meeting  of  the  Traffic 
Club  of  Newark,  held  at  the  Achtel-Stetter  Hotel,  December  5. 

FUNDS  FOR  I.  C.  C.,  ETC. 

The   Traffic   World    Washington  Bureau 

An  appropriation  of  |5,194,970  for  the  Interstate  Commerce 
Commission  for  the  fiscal  year  ended  June  30,  1923,  is  recom- 
mended in  the  budget  as  submitted  to  Congress  by  President 
Harding  with  the  report  of  the  Director  of  the  Bureau  of  the 
Budget.  The  director  made  some  reductions  in  the  amounts 
requested  by  the  Commission. 

The  Commission  asked  $2,400,000  for  general  expenses  and 
$2,330,470  is  recommended;  $600,000  for  enforcement  of  section 
20  and  $575,000  is  recommended;  $380,000  for  enforcement  of 
the  safety  acts  and  $350,000  is  recommended;  $350,000  for  locomo- 
tive inspection  and  $300,000  is  recommended  ($300,000  is  statu- 
tory limit  on  this  item,  but  Commission  requested  additional 
amount  to  emphasize  need  for  change  in  law) ;  $1,630,000  for 
the  valuation  work  and  $1,500,000  is  recommended;  and  $139,- 
500  for  salaries  of  commissioners. 

For  the  fiscal  year  ending  June  30,  1922,  the  Congress  ap- 
propriated a  total  of  $4,893,100  for  the  Commission.  However, 
the  Commission  had  to  ask  for  a  deficiency  appropriation  of 
$300,000  additional. 

The  budget  carries  $150,000  for  printing  and  binding,  this 
item  being  separate  from  those  set  forth  above  and  not  included 
in  the  grand  total. 

For  the  Shipping  Board  and  the  Emergency  Fleet  Corpora- 
tion a  total  of  $50,501,500  is  recommended,  divided  as  follows: 
Salaries  of  commissioners  and  secretary,  $89,000;  other  board 
expenses,  $392,500;  investigation  of  foreign  discrimination 
against  American  shipping,  $20,000;  emergency  shipping  fund, 
$50,000,000.  In  the  fiscal  year  ended  June  30,  1922,  a  total  of 
$73,959,000  was  appropriated,  of  which  $73,500,000  was  for  the 
emergency  shipping  fund. 

For  the  Railroad  Labor  Board  the  budget  carries  an  appro- 
priation of  $400,000  as  against  $370,000  in  the  preceding  fiscal 
year.  The  $400,000  is  divided  as  follows:  $95,000  for  salaries 
of  members  and  secretary,  and  $305,000  for  other  expenses.  In 
the  preceding  fiscal  year  $275,000  was  appropriated  for .  other 
expenses. 

For  the  inland  and  coastwise  waterways  division  of  the  War 
Department  an  appropriation  of  $30,000  is  recommended  as 
against  an  appropriation  of  $1,225,000  in  the  fiscal  year  ended 
June  30,  1922.  This  indicates  that  the  waterway  service  operated 
by  the  government  is  reaching  the  point  where  it  is  nearly  self- 
supporting. 

GROCERS-PACKERS  CASE 

The   Traffic   World    Washington  Bureau 

Notice  has  been  given  by  Clifford  Thorne  that  application 
will  be  made  for  reopening  the  cases  in  which  the  wholesale 
grocers'  association  complained  that  the  railroads  were  dis- 
criminating in  favor  of  the  packers  in  their  tariffs  pertaining 
to  the  shipments  of  mixed  carloads  of  meat  products  and  gro- 
ceries. The  announcement  was  made  to  a  committee  represent- 
ing the  Department  of  Justice,  the  Department  of  Agriculture 
and  the  Department  of  Commerce,  which  is  sitting  as  a  board 
of  advisers  to  Attorney-General  Daugherty  on  the  application  of 
the  California  Canners'  Association  for  a  modification  of  the 
consent  decree  entered  by  the  Supreme  Court  of  the  District 
of  Columbia,  so  that  the  packers  could  compete  for  the  product 
of  the  California  fruit  and  vegetable  canners,  which  they  would 
do  if  they  were  permitted  to  haul  fruits,  vegetables  and  other 
groceries  in  their  refrigerator  cars. 

The  committeemen  asked  him  if  the  testimony  he  was  sub- 
mitting to  them  had  been  presented  to  the  Interstate  Commerce 
Commission.  Mr.  Thorne  had  that  it  had.  He  added  that  he 
would  ask  for  a  reopening  of  the  case.  The  committee,  by  im- 
plication, said  that  it  was  not  sitting  as  a  board  to  review  the 
decision  of  the  Interstate  Commerce  Commission,  which  held 
that  the  railroads  were  not  discriminating  against  the  sroo"is 
and  in  favor  of  the  packers. 

The  grocers  are  contending  that  the  decree,  forbidding  the 
packers  to  engage  in  the  grocery  business  should  not  be  modi- 
fied, even  if  the  commission  had  held  that  the  railroads  did  not 
discriminate  against  ttie  grocers. 


C.  &  I.  W.  STOCK 

The  Chicago  &  Illinois  Western  Railroad  has  been  author- 
ized by  the  'Commission  to  issue  $600,000  of  7  per  cent  non-cumu- 
lative preferred  capital  stock,  consisting  of  6,000  shares  of  the 
par  value  of  $100,  and  deliver  it  to  the  Dolese  &  Shepard  Co.,  in 
liquidation  of  interestnbearing  indebetdness  due  that  company 
amounting  to  $600,000.  The  Dolese  company  substantially  con- 
trols the  railroads,  the  Commission  said,  which  extends  from 
Western  avenue,  Chicago,  to  Willow  Springs,  111.,  a  distance  of 
12.06  miles. 
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Mr.  Traffic  Manager 

Let  Us  Help  You  Solve  Your 
Export  Traffic  Problems 


In  our  organization  you  will  find  men  of 
broad  experience  whose  knowledge  may 
prove  of  material  assistance. 

Consult  with  us  relative  to  a  service  with  a 
scope  starting  from  the  time  your  goods 
leave  the  factory  and  ending  when  the 
ocean  documents  are  dispatched. 

THE  W.  L  RICHESON  CO.,  INC. 

FREIGHT  BROKERS  AND  FORWARDERS 

Export  Shipping  for  Account  of  Principals  Throughout  the  World. 

(Main  Office) 
Suite  1317-1326  Hibernia  Bank  Building 

NEW  ORLEANS 

401  Produce  Exchange  2nd  Floor  Steele  Bldg. 

NEW  YORK  C ITY  G ALVESTON 

SIS  Railway  Exchange  Bldg. 
Kansas  City,  Mo. 

Direct  Private  Wire  Service  Between  All  Office* 


Issued  (or  the  benefit  of  shippers  who 
want  to  know  their  Freight  Rates  with- 
out the  high  cost  of  maintaining  a  file 
of  Railroad  tariffs. 

Service  that  has  satisfied  the  most 
exacting,  for  over  Eleven  Years. 

The  only  Publication  of  Freight  Rates 
that  covers  both  Class  and  Commodity 
Rates  and  makes  reference  to  the  tariffs 
from  which  the  information  is  taken. 

A  convenient  record  of  rates  issued  in 
loose  leaf  form  and  served  with  a  monthly 
distribution  of  revised  pages  covering 
changes. 

This  service  can  be  placed  In  your 
traffic  or  shipping  department  at  a  sub- 
scription cost  of  $24.00  per  year. 


LET   US  SEND  YOU  SAMPLE  PAGES 


W.  J.  HARTMAN,   PUBLISHER 

732  FEDERAL  ST..  CHICAGO.  U.  S.  A. 


UNITED  AMERICAN 


LINES; 


INC. 


Managing  Agent*; 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

General  Agent*:  Hamburg- American  Line 

American 'Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between  New   York,   Boston,   Philadelphia  and   Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


Bo*  ton 

S.S.MEXICAN     Dec.  10 

8.8.  HAWAIIAN     

8.8.  PANAMAN    Dec.  24 

8.8.  ARIZONAN     Dec.  31 


Phila.  New  York 

Dec.  IS 

Dec.  17  Dec.  22 

Dec.  29 

Dec.  24  Jan.    5 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  S.  Pacific  Coast  Ports  to  the  Principal  Ports  of  the  United 
Kingdom     and     Continent — Direct     Fort- 
nightly   Sailings 


Joint  Service*  with 

Hamburg- American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  tBAYERN  Dee.  IS 

S.S.  'MOUNT  CARROLL  Dec.  22 

8.8.  tHANSA  Dec.  29 

S.S.   *MOUNT    CLINTON     Jan.    S 

S.S.  tWUERTTEMBERG    Jan.  12 

'Carries  third-class  passengers. 

fCabin  and   third-class   passengers 

LOADING  PIER  86,  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

S.S.  CALLI8TO    (Hamburg    only — via    Baltimore) Dec.  15 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  CLARKSBURG     (via    Baltimore    and    Norfolk) Dec.  31 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  DEUTSCHFELD    (via   Norfolk) Dec.  10 

S.S.  CALLISTO     (Hamburg    only) Dec.  21 

S.S.  CLARKSBURG    (via    Norfolk) Jan.     7 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  DEUTSCHFELD  Dec.  13 

S.S.  CLARKSBURG  Jan.  10 

NEW  ORLEANS  TO  ROTTERDAM  AND 
HAMBURG 

S.S.  AMAS8IA     Early  December 

S.S.  WESTERWALD    (Hamburg    only) Early    January 

Through  bills  of  lading  via  Hamburg  issued  to  all  Scandinavian 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Dell.    Port    Swettenham,    Singapore,    Batavia, 
Samarang,    Soerabaya 

8.8.  HALF    MOON    Dec.  10 

Loading    Pier    21,    Pouch    Terminal,    Clifton,    8.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.  HALF  MOON   Dec.  10 

Loading    Pier    21,    Poach    Terminal,    Clifton.    8.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1020 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street,  Chicago  Phone  Wabash  4891 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone  Fort  Hill  30S4 

Bourse  Bldg.,  Philadelphia  Phone  Lombard  70SA 

Oliver  Bldg..   Pittsburgh  Phone  Grant    7431-2 

GENERAL    PACIFIC    COAST    AGENTS 

Williams,  Dimond  &  Co.,  310  Sansome  St.,  San  Francisc* 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of   Transportation 

Questions  of  Interest  to  Traffic  Men 


LABOR  AS  A  COMMODITY 

Editor  The  Traffic  World: 

I  have  read  w,ith  great  interest  Mr.  Ramsey's  letter  in  the 
November  26  issue  of  The  Traffic  World  on  labor  as  a  commodity. 
If  you  will  allow  me,  I  would  like  to  name  a  few  reasons  why 
I  think  railroad  labor  is  a  commodity. 

First — It  is  a  known  fact  that  railroad  labor  is  at  all  times 
trying  to  help  create  more  positions  in  order  that  it  may  have 
more  members  and  thereby  make  more  strength  to  use  when 
making  demands  on  the  carriers.  As  I  have  yet  to  hear  of  its 
being  willing  to  let  the  carriers  consolidate  three  positions  and 
have  the  work  done  by  two  men  instead  of  three. 

Second — You  never  see  or  hear  of  these  men  going  out  of 
the  way  to  do  some  little  deed  in  order  to  save  the  carrier  any 
money;  and  right  here  I  would  like  to  tell  of  a  case  that  will 
prove  what  I  have  said. 

One  morning  about  2  a.  m.  the  weather  got  cold  and  there 
were  in  the  yards  several  cars  of  oranges  with  the  vents  open, 
and  the  night  chief  clerk  told  the  yard  clerk  to  go  and  get  one 
of  the  car  repairmen  to  help  him  close  up  the  vents.  The  clerk 
went  to  the  shanty  where  the  repairmen  stayed  when  not  at 
work,  and  found  several  of  them  sleeping;  he  kept  knocking 
and  finally  awoke  them  and,  with  an  oath,  one  of  them  threw 
a  wrench  at  the  door  and  told  him  to  get  away,  as  they  were 
not  paid  to  close  vents.  This  is  what  I  call  good — a  man  being 
paid  to  work  and  when  there  is  something  to  be  done  he  refuses 
to  do  it  and  will  go  to  sleep  on  the  job  when  he  is  getting  paid 
and  let  a  thing  of  this  kind  go  undone  when  he  should  have  the 
welfare  of  the  carrier  at  heart  and  try  and  do  all  he  could  to 
keep  it  from  losing  money. 

Third — Railroad  labor,  as  a  rule,  is  never  satisfied  with  the 
job  it  has  and  when  there  is  an  opening  and  the  place  is  up 
for  bids  he  will  bid  on  another  place  which  is  no  better  than 
the  one  he  has  and  then  he  has  to  learn  all  the  new  duties  about 
that  position;  and  I  have  known  that  in  some  cases  he  will  in 
a  short  time  bid  back  the  same  position  he  had  before.  This  is 
very  expensive  for  the  carrier  when  men  are  all  the  time  chang- 
ing places  for  no  other  reason  than  to  show  their  seniority. 

Fourth — Did  you  ever  hear  of  one  of  them  putting  in  some 
of  his  spare  time  at  home  trying  to  gain  a  greater  knowledge 
of  his  work?  I  have  heard  of  very  few  cases  of  this  and  in  the 
ones  I  have  heard  of  I  find  in  a  short  time  that  the  men  who  do 
put  in  some  of  their  spare  time  in  gaining  knowledge  of  their 
work  are  soon  taken  away  from  the  carrier  by  one  of  the  indus- 
trial concerns  that  are  at  all  times  looking  for  this  class  of  men. 
Now,  why  does  this  man  leave  the  carrier?  The  answer  is  he 
knows  that  the  greater  per  cent  of  the  men  are  not  trying  to 
get  ahead  and  there  is  no  use  in  staying,  as  he  will  be  promoted 
cnly  when  his  seniority  will  permit. 

I  have  no  fight  against  the  unions,  but  I  do  think  they  should 
improve  their  methods  of  dealing  with  the  carriers,  and  I  be- 
lieve if  they  would  conduct  their  unions  along  the  line  that 
other  business  is  conducted  they  could  be  of  great  benefit  to  the 
carrier  and  work  out  a  plan  of  co-operating  in  handling  all  labor 
troubles,  and  should  have  a  man  to  mix  with  the  men  and  study 
their  ability  and  have  the  men  who  are  efficient  promoted,  re 
gardless  of  seniority,  which  would  in  a  short  time  make  some 
of  these  dead-heads  wake  up  and  increase  their  efficiency,  which 
is  one  of  the  greatest  things  that  the  carriers  need  today. 

I  am  of  the  opinion  that  the  carriers  would  welcome  an  in- 
crease in  efficiency  and  would  be  willing  to  allow  the  present 
rates  of  pay  to  remain,  as  we  all  know  that  there  are  few  men 
on  the  railroads  that  could  not  do  some  little  extra  duty  that 
would  help  the  carrier  'to  save  money  and  not  hurt  them  either. 

In  conclusion.  I  will  say,  let's  have  more  efficiency  from 
railroad  labor  and  less  talk  about  strikes  and  back  time,  and 
I  am  sure  there  will  be  less  talk  of  future  cuts  coming  from  the 
carriers. 

F.  L.  Cobb,  Traffic  Manager,  J.  W.  Darling  Lumber  Co. 
Cincinnati,  O.,  Dec.  5,  1921. 


GOOD   RAILROAD   SERVICE 

Editor  The  Traffic  World: 

During  congested  times  on  the  railroads  we  passed  through 
a  year  and  a  half  ago,  when  our  railroad  friends  were  the  "goats," 
we  all  took  pleasure  in  itemizing  instances  of  bad  delays  and 
poor  service.  There  certainly  were  some  very  bad  examples 


listed  in  your  columns  at  that  time  and  most  all  industrial  trallic 
men  had  ample  occasion  to  complain. 

Since  the  railroads  have  sort  of  come  back  into  their  own 
and  are  able  to  show  real  service,  few  letters  have  been  printed 
giving  them  credit  for  real  good  work.  In  fact,  we  seem  too 
willing  to  criticize  and  rather  backward  about  handing  out  com- 
pliments. Why  not  give  them  encouragement  when  they  do 
good?  It  might  possibly  inspire  them  to  keep  it  up. 

On  November  26  we  received  a  telegram  from  Camden, 
S.  C.,  giving  forwarding  of  Erie  104222.  This  car  left  Camden 
on  November  24,  consigned  to  our  factory  at  Walpole  and  was 
routed  via  M.  &  M.  T.  The  Northwestern  Railroad  of  South  Car- 
olina picked  this  up  at  Camden  on  the  24th  and  delivered  it 
to  the  A.  C.  L.  at  Sumter  on  the  same  date.  The  A.  C.  L.  in 
turn  delivered  the  car  to  the  M.  &  M.  T.  Co.  at  Norfolk  in  time 
for  forwarding  on  their  boat  leaving  the  26th.  This  made  better 
than  48  hours  between  Camden  and  Norfolk.  The  M.  &  M.  T. 
Co.  and  N.  H.  Railroad  handled  the  contents  of  this  car  in  good 
time  and  we  had  it  placed  on  our  siding  just  six  days  after  it 
had  been  loaded. 

This  "show-'em"-real-service  attitude  is  what  we  all  like  to 
see.  Here's  hoping  they  keep  it  up. 

Ray  Simmons,  Traffic  Manager, 
Lewis  Manufacturing  Co. 

Walpole,  Mass.,  Dec.  2,  1921. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

We  note  in  November  26  edition  of  The  Traffic  World,  in 
the  Open  Forum,  page  1109,  that  Mr.  N.  E.  Boucher  has  an  article 
on  "Misquotation  of  Rates"  wherein  he  quotes  from  the  act  and 
seems  to  imply  that  the  shipper  has  the  right  of  recovery  from 
the  carrier  for  damages  sustained  in  consequence  of  a  misquota- 
tion of  rates. 

If  Mr.  Boucher  will  look  up  the  decision  of  the  Supreme 
Court  of  some  six  or  eight  years  ago,  in  the  case  of  "The  Hen- 
derson Elevator  Co.,  Henderson,  Ky.,  vs.  the  Illinois  Central 
Railroad,"  we  think  he  will  find  that,  regardless  of  the  wording 
of  the  act,  the  shipper  has  no  right  of  recovery  from  the  carrier. 

This  was  a  far-reaching  decision  and  created  a  great  deal 
of  discussion  at  the  time  it  was  rendered. 

Louisville,  Ky.,  Dec.  3,  1921.  A.  Brandeis  &  Son. 


SEALS  ON  FREIGHT  CARS 

It  is  claimed  that  carriers  are  not  observing  the  rules  of 
the  Interstate  Commerce  Commission  as  regards  seals  on  freight 
cars.  Bulletin  No.  9009,  Section  VI  reads  as  follows: 

1.  All    seals    shall    be    plainly   and    consecutively    numbered    and 
so    constructed    and    applied   that    manipulation    without    detection    is 
effectively  prevented. 

2.  Cars  shall  be  sealed  as  soon  as  loading  is  completed. 

We  understand  that  some  of  the  carriers  are  using  seals 
that  can  be  manipulated  in  such  manner  as  to  indicate  a  clear 
seal  record  at  destination,  whereas  the  cars  have  been  enter'  d 
and  part  of  the  contents  stolen.  Such  claims  are  declined  by 
the  carriers  on  a  basis  of  clear  seal  record. 

It  appeals  to  the  writer  that  this  is  something  worthy  of 
a  thorough  investigation  with  a  view  to  ascertaining  what  the 
facts  are  as  regards  seals  used  by  the  carrier  and  whether  or 
not  they  can  be  manipulated  as  claimed. 

The  Midland  Flour  Milling  Co. 
R.   C.   SHCIKM ANUS,   Traffic   Manager 
Kansas  City,  Mo.,  Nov.  28,  1921. 


POOR  TRAIN  SERVICE 

Editor  The  Traffic  World: 

One  of  the  crowning  features  of  the  transportation  world 
is  the  connection  made  «at  Camp  Dix,  N.  J.,  by  the  Pennsylvania 
Railroad  and  the  Pennsylvania  &  Atlantic  Railroad. 

The  P.  R.  R.  has  a  train  scheduled  to  leave  Camp  Dix  at 
6:53  a.  m.  for  Trenton,  N.  J.  The  P.  &  A.  has  a  train  leaving 
Hightstown,  the  end  of  the  line,  which  is  scheduled  for  arrival 
at  Camp  Dix  at  6:55  a.  m.  This  train  is  due  at  Wrightstown. 
a  town  about  one  mile  from  Camp  Dix,  at  6:44  a.  m.,  from 
which  it  will  be  noted  that  it  takes  the  P.  &  A.  eleven  minutes 
to  cover  a  distance  of  one  mile.  However,  this  train  usually 
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FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
•nd 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Cunard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  St».  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 

PORTLAND.  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Ports 

West  Coast,  South  America — Direct  Service 
Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 
and  Colombian  Ports 

Three  week  freight  sailings 
Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604- 1J  Queen  &  Crescent  Bldg.,  New  Orleans,  La. 

Nrw  York  Office:  10  Hanover  St.        Chicago  Office:  «M  Marquette  Bldg. 
Cable  Address:  "Orleaiuhip" 


New  Orleans   &. 
South.    American  S-S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 


PASSENGERS  AND  FREIGHT 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  FrancUco.  Loa  Angeles  to  Baltimore,  calling  at  port* 

In  Manzanilto,  Mexico,  San  Jose  de  Guatemala, 

La  Libertad,  Salvador  and  Cuba. 

5.5.  Ecuador  sails  from  Baltimore  December  21st 

5.5.  Venezuela  sails  from  San  Francisco  January  3rd 

PASSENGER  AND  FREIGHT  EXPRESS  SERVICE 

PANAMA  SERVICE 

San  Francisco  to  Mexico.  Central  America  and  Canal  Zon* 

Sailings  approximately  every  twenty-one  days 

General  Offices:          508  California  Street,  San  Francisco 

10  Hanover  Square.  N.  Y.  Continental  Building*.  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7J^-knot,  steamers:  5.5. 
Hoosier  State  (December  17th);  5.  5.  Golden  State  (Jan- 
uary 14th);  5.  5.  Empire  State  (February  7th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S, 
Shipping  Board  steamers:  5.  S.  Creole  State  (December  19th), 
5.  5.  Wolverine  State  (January  19th). 

Through  bills  of  lading  issued  to  and  from  points  beyond  port*  of  call 
For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the  " MISSING     COSTS**  for  a"  Purchases  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 


Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 


Fortnightly 
Sailings 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


100  A-l  Steel 

Steamers 


BOSTON,  MASS. 
PHILADELPHIA,  PA. 
PORTLAND,  ME. 


SAN  DIEGO 
and   \     LOS  ANGELES 

SAN  FRANCISCO 


OAKLAND 

ASTORIA 

PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through  Bills-of -Lading  to  Hawaiian  Islands  and  the  Far  East 


NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owner*  and  Operators  U.  S.  Shipping  Board  Ships 

136  South  4th  Street,  Philadelphia  111  Summer  Street,  Boston  601  Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  2  Stone  Street,  New  York  142  South  Clark  Street,  Chicago 

or,  ADMIRAL   LINE,  Pacific  Coast  Ports 
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arrives   at  Dix  a  minute  or  two  ahead  of  schedule  and  some- 
times it  is   possible   to  catch   the   Trenton  train. 

A  person,  after  missing  connections,  has  two  alternatives. 
One  is  to  hire  a  jitney,  if  one  happens  to  be  around,  at  a  cost 
of  about  twice  the  railroad  fare,  and  just  at  this  time  of  year, 
enjoy  a  nice  cool  ride  to  Trenton.  The  other  is  to  wait  in  the 
station,  which,  by  the  way,  is  none  too  comfortable  these  morn- 
ings, for  a  period  of  something  over  two  hours,  as  the  next 
train  leaves  for  Trenton  at  9:05  a.  m. 

This  matter  of  poor  service  and  connections  was  called  to 
the  attention  of  the  proper  officials  of  the  two  lines  some  few 
weeks  back,  but  it  appears  that  co-operation  between  these  two 
carriers  is  quite  infinitesimal,  and  that  surface,  at  this  particular 
point,  is  far  from  being  the  policy  of  the  companies. 

Miles  Powell,  De  Laval  Steam  Turbine  Co. 

Trenton,  N.  J.,  Dec.  6,  1921. 


LOADING   OF   REVENUE   FREIGHT 

The   Traffic   World    Washington  Bureau 

Revenue  freight  loading  totaled  673,827  cars  in  the  week 
ended  November  26,  as  compared  with  78*6,671  in  the  preceding 
week,  according  to  the  weekly  report  of  the  car  service  division 
of  the  American  Railway  Association.  The  drop  in  loading  is 
attributed  to  the  fact  that  Thanksgiving  was  observed  as  a 
holiday  and  also  to  expected  seasonal  decreases.  In  the  cor- 
responding weeks  of  1920  and  1919  the  loadings  totaled  803,701 
and  739,197  cars,  respectively. 

Decreases  were  shown  in  the  loading  of  every  commodity 
in  the  week  ended  November  26,  as  compared  with  the  pre- 
ceding week,  but  this  was  to  be  expected  on  account  of  the 
holiday.  Loading  of  grain  and  grain  products  dropped  from 
37,455  cars  in  the  week  ended  November  19  to  35,081  cars  in 
the  week  ended  November  26;  live  stock  from  34,538  to  25,866 
cars;  coal  from  166,786  to  137,432  cars;  coke  from  6,487  to  6,307; 
forest  products  from  50,300  to  43,643  cars;  ore  from  7,924  to 
5,541  cars;  merchandise,  L.  C.  L.,  from  228,866  to  200,000  cars; 
and  miscellaneous  from  254,315  to  219,757  cars. 

Loading  by  districts  in  the  week  ended  November  26  and 
the  coresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  8,178  and  5,433; 
live  stock,  2,766  and  3,391;  coal,  38,209  and  53,184;  coke,  1,609 
and  2,643;  forest  products,  4,156  and  5,020;  ore,  1,057  and  6,154; 
merchandise,  L.  C.  L.,  55,134  and  41,519;  miscellaneous,  58,068 
and  67,946;  total,  1921,  169,177;  1920,  185,290;  1919,  178,309. 

Allegheny  district:  Grain  and  grain  products,  2,071  and 
1,662;  live  stock,  2,941  and  3,415;  coal,  41,077  and  60,916;  coke, 
3,128  and  7,121;  forest  products,  2,608  and  2,725;  ore,  1,966  and 
6,513;  merchandise,  L.  C.  L.,  42,725  and  35,752;  miscellaneous, 
45,661  and  55,075;  total,  1921,  142,177;  1920,  173,179;  1919  157,741.- 

Pocahontas  district:  Grain  and  grain  products,  192  and  95; 
livestock,  100  and  123;  coal,  15,502  and  21,251;  coke,  147  and 
932;  forest  products,  1,214  and  1,438;  ore  (none  reported  for 
1921),  and  129;  merchandise,  L.  C.  L.,  4,954  and  4,582;  miscel- 
laneous, 2,819  and  3,072;  total,  1921,  24,928;  1920,  31,622;  1919, 
36,644. 

Southern  district:  Grain  and  grain  products,  2,826  and 
2,577;  live  stock,  1,663  and  1,784;  coal,  17,152  and  31,565;  coke, 
456  and  1,406;  forest  products,  15,954  and  15,326;  ore  481  and 
2,574;  merchandise,  L.  C.  L.,  33,046  and  30,670;  miscellaneous, 
32,084  and  35,288;  total,  1921,  103,662;  1920,  121,190;  1919,  102,783. 

Northwestern  district:  Grain  and  grain  products,  9,282  and 
10,580;  live  stock,  6,745  and  8,450;  coal,  7,933  and  9,884;  coke, 
734  and  1,671;  forest  products,  8,594  and  11,621;  ore,  713  and 
13,219;  merchandise,  L.  C.  L.,  23,219  and  23,189;  miscellaneous, 
22,068  and  28,620;  total,  1921,  79,288;  1920,  107,234;  1919,  107,851. 

Central  Western  district:  Grain  and  grain  products,  9,241 
and  9,117;  live  stock,  9,351  and  10,639;  coal,  14,536  and  26,011; 
coke,  121  and  545;  forest  products,  4,788  and  4,876;  ore,  682 
and  2,881;  merchandise,  L.  C.  L.,  26,999  and  27,146;  miscella- 
neous, 32,886  and  39,574;  total,  1921,  98,604;  1920,  120,789;  1919, 
101,984. 

Southwestern  district:  Grain  and  grain  products,  3,291  and 
3,844;  live  stock,  2,300  and  2,185;  ,coal,  3,023  and  6,155;  coke, 
112  and  127;  forest  products,  6,529  and  7,008;  ore,  642  and  494; 
merchandise,  L.  C.  L.,  13,923  and  14,659;  miscellaneous,  26,171 
and  29,925;  total,  1921,  55.991;  1920,  64,397;  1919,  53,885. 

Total,  all  roads:  Grain  and  grain  products,  35,081  and  33,- 
308;  live  stock,  25,866  and  29,987;  coal,  137,432  and  208,966; 
coke,  6,307  and  14,445;  forest  products,  43,843  and  48,014;  ore, 
5,541  and  31,964;  merchandise,  L.  C.  L.,  200,000  and  177,517; 
miscellaneous  219,757  and  259,500;  total,  1921,  673,827;  1920, 
803,701;  1919,  739,197. 

Revenue  freight  loading  by  districts  in  the  week  ended  No- 
vember 19  aid  the  corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,031  and  5,586; 
live  stock,  3,952  and  4,070;  coal,  43,439  and  56,799;  coke,  1,782 
and  2,522;  forest  products,  4,325  and  6,556;  ore,  2,060  and  5,389; 
merchandise,  L.  C.  L.,  63,409  and  48,081;  miscellaneous  68929 
and  80,026;  total,  1921,  198,927;  1920,  209,029;  1919,  202,480. 

Allegheny  district:  Grain  and  grain  products,  2,332  and 
2,036;  live  stock,  3,044  and  4,133;  coal,  47,965  and  60,952;  coke, 


2,888  and  6,744;  forest  products,  2,930  and  3,234;  ore,  3,018  and 
8,383;  merchandise,  L.  C.  L.,  47,538  and  39,876;  miscellaneous, 
53.593  and  62,648;  total,  1921,  164,108;  1920,  188,006;  1919,  178,- 
850. 

Pocahontas  district:  Grain  and  grain  products,  212  and  125; 
live  stock,  181  and  176;  coal,  20,812  and  21,012;  coke,  168  and 
969;  forest  products,  1,294  and  1,527;  ore,  3  and  211;  merchan- 
dise, L.  C.  L.,  5,660  and  5,062;  miscellaneous,  3,166  and  3,053; 
total,  1921,  31,496;  1920,  32,135;  1919,  38,505. 

Southern  district:  Grain  and  grain  products  2,959  and  2,578: 
live  stock,  1,881  and  2,460;  coal,  21,270  and  31,227;  coke,  516  and 
1,226;  forest  products,  16,774  and  15,922;  ore,  473  and  2,752;  mer- 
chandise, L.  C.  L.,  37,961  and  34,542;  miscellaneous.  36,280  and 
37,705;  total,  1921,  118,114;  1920,  128,412;  1919,  118,133. 

Northwestern  district:  Grain  and  grain  products  10,047  and 
11,893;  live  stock,  9,372  and  11,034;  coal,  8,826  and  12,490;  coke, 
849  and  1,459;  forest  products,  11,460  and  13,695;  ore,  877  and 
17,235;  merchandise,  L.  C.  L.,  27,213  and  27,434;  miscellaneous, 
28,321  and  33,519;  total,  1921,  96,965;  1920,  128,759;  1919,  135,304. 

Central  western  district:  Grain  and  grain  products,  9,463 
and  9,396;  live  stock,  12,348  and  15,756;  coal, '18,656  and  25,909; 
coke,  149  and  555;  forest  products,  6,331  and  5,455;  ore,  715  and 
3,167;  merchandise,  L.  C.  L.,  31,036  and  30,735;  miscellaneous, 
37,869  and  43,113;  total,  1921,  116,567;  1920,  134,086;  1919,  121,857. 

Southwestern  district:  Grain  and  grain  products,  3,411  and 
4,139;  live  stock,  2,960  and  2,950;  coal,  3,818  and  7,933;  coke,  135 
and  150;  forest  products,  7,186  and  7,545;  ore,  778  and  537;  mer- 
chandise, L.  C.  L.,  16,049  and  16,824;  miscellaneous,  26,157  and 
28,633;  total,  1921.  60,494;  1920,  68,711;  1919,  59,472. 

Total  all  roads:  Grain  and  grain  products  37,455  and  35,753: 
live  stock,  34,538  and  40,579;  coal,  166,786  and  216,322;  coke,  6,487 
and  13,625;  forest  products,  50,300  and  53,934;  ore,  7,924  and 
37,674;  merchandise,  L.  C.  L.,  228,866  and  202,554;  miscellaneous, 
254,315  and  288,697;  total,  1921,  786,671;  1920,  889,138;  1919, 
854,601. 


CAR  SURPLUS  AND  SHORTAGE 

The   Traffic   World    Washington  Bureau 

An  increase  of  69,403  surplus  cars  were  reported  to  the  car 
service  division  of  the  American  Railway  Association  for  the 
period  November  23-30  as  compared  with  the  period  November 
15-23.  The  total  was  282,926  as  against  213,523  in  the  preced- 
ing week.  The  shortage  dropped  from  393  to  302  cars. 

The  surplus  was  made  up  as  follows:  Box,  103,766;  venti- 
lated box,  3,947;  auto  and  furniture,  6,161;  total  box,  113,874; 
flat,  9,913;  gondola,  95,266;  hopper,  37,427;  all  coal,  132,693; 
coke,  4,232;  S.  D.  stock,  12,300;  D.  D.  stock,  1,718;  refrigerator, 
2,997;  tank,  527;  miscellaneous,  4,672;  total,  282,926. 

The  shortage  was  made  up  as  follows:  Box,  264;  flat,  29; 
S.  D.  stock,  1;  refrigerator,  6;  miscellaneous,  2;  total,  302. 


CAR  SUPPLY  SUMMARY 

General  car  supply  conditions  at  the  end  of  November  were 
set  forth  as  follows  'by  M.  J.  Gormley,  chairman  of  the  car  serv- 
ice division  of  the  A.  R.  A.: 

Box  Cars:  Coincident  with  decreased  loading  customarily  ex- 
perienced at  this  season,  together  with  the  passing  of  artificial  demand 
created  by  the  threatened  labor  difficulty,  surplus  plain  box  cars  in 
good  order  on  November  1  totaled  51,527,  or  nearly  one  and  a  half 
times  the  number  reported  two  weeks  previously.  Empty  cars  enroute 
home  should  be  used  for  loading  to  fullest  possible  extent  to  reduce 
empty  mileage  to  the  minimum.  Give  special  attention  to  observance 
of  car  service  rules  in  furnishing  cars  foar  loading. 

Automobile  Cars:  Cars  of  this  type  should  be  worked  home  or  into 
automobile-producing  territory  as  requirements  may  necessitate. 

Ventilated  Box  Cars:  In  demand.  Return  promptly  to  owners.  Do 
not  load  with  dead  freight  except  in  direction  of  home. 

Stock  Cars:    Supply  ample.     Return  cars  to  owners  promptly. 

Refrigerator  Cars:    In  the  northwest  there  will  be  a  somewhat  de- 
creased demand  for  refrigerators  after  the  Thanksgiving  holiday  until 
the  first  of  the  year.    It  is  expected  the  citrus  fruit  loading  in  Florida 
and  from  California  will  continue  at  the  usual  seasonal  rate.     Loading 
for  November  is  generally  running  in  excess  of  last  year  but  not  as 
heavy  as  during  the  month  of  October.    Due  to  the  splendid  support  of 
the  shippers  and  receivers  of  perishable  freight,  as  well  as  co-opera-i 
tion  by  the  railroads,  the  situation  this  season  to  date  has  been  han-J 
died  well,  and  at  present  all  requirements  are  being  fully  met.     Dia-1 
tribution   of  cars  will  continue  to  be   as  directed   by  the   refrigerator 
section. 

Open    Top    Cars:     Bituminous    coal    production    per    week    hovers 
around  the  nine  million  ton  mark.     All  roads  report  a  full  car  suppljj 
for  the  loading  of  coal  and  other  commodities  requiring  open  top  cars! 
An  increase  of  approximately  21,000  open  top  cars  reported  surplus  as 
of  week  ended  November  15. 

Flat  Cars:    There  has   been  a  falling  off   in   the  demand   for   flat 
cars.      Figures    for    period    ended    November    15    show    a    surplus    OM 
9,830  cars. 


LOCATION    OF   CARS 

The  per  cent  of  home  cars  on  home  roads  for  Class  I  roadl 
was  64.1  on  November  15,  according  to  statistics  issued  by  thj 
car  service  division  of  the  American  Railway  Association.  Em 
classes  of  equipment  the  per  cent  was  as  follows:  Box,  52. 7B 
refrigerator,  50.8;  gondola,  72.9;  stock,  78.9;  flat,  79. 

The  percentages  of  freight  cars  on  line  to  ownership  as  oB 
November  15  were  as  follows  by  districts:  Eastern,  100.1  afl 
against  94.5  a  year  ago;  Allegheny,  98.9  as  against  99.2  a  yeaj 
ago;  Pocahontas,  88  as  against  80.8  a  year  ago;  Southern,  97.J 
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MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES. 
Laredo,  Texas  El  Paso,  Texas          Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  U9  for  full  particulars  and  requett 
a  copy  of  our  shipping  instruction*. 


World-Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 

Galveston  Brunswick 

TO 

London  Antwerp  Genoa 

Liverpool  Hamburg  Southampton 

Manchester  Danzig  Australia  and 

Glasgow  Gibraltar  New  Zealand 

Avonmouth  Naples 

International  Mercantile  Marine  Co. 

A.    C.    Fettorolf,    Freight    Traffic    Manager 

J.  D.  Roth,  Gen.  Western  Freight  Agt.  T.  O.  Martin.  W.  Freight  Agt. 

327    South    La   Salle    Street,  Metropolitan    Life    Building, 

Cblcago,    Illinois.  Minneapolis.    Minn. 

E.    J.    McConnell.    Southwestern    Freight    Agent, 
1 101     Locust    Street.     St.     Louis,     Mo. 

Offices 

New  York,   II   Broadway  New    Orleans,     Hibernla    Bank    Bldg. 

Boston,    84    State   St.  Galveston,    Cotton    Exchange   Bldg. 

Montreal.    McGIII    Bldg.  Norfolk,  Flatlron  Bldg. 

Philadelphia,     Bourse     Bldg.  Houston,    Cotton    Exchange    Brdg. 

Baltimore,     Chamber    of    Commerce     Mobile,    Ala.,    Mobile    Liners. 
Toronto,    :0t)8    Roal    Bank   Bldg.        Portland,     Me.,     I     India    Street. 


Ship  by  Water 


PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York,  Philadelphia,  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland,  Astoria, 
Seattle  and  Tacoma 

Thru  bills  of  lading  issued  to  San   Diego,  Oakland,  Stockton  and 

Sacramento,  California;  Hawaiian  and  Far  East  Ports; 

Grays  Harbor  and  Puget  Sound,  Wash. 

For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 


15  Moore  Street,  New  York 

Telephone,  Bowling  Green  7394 


Baltimore,  Md. 
39  South  Street 


Philadelphia,  Pa. 
Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Office*  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


ROUTE  YOUR  CARGO  VIA 

Mobile  ?  Gulf  p  ort  ?  Pensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
HAMBURG-BREMEN 

S.S.   AFOUNDRIA Due  Pensacola  to  load  Dec.  5th 

S.S.  CODY   or   Substitute Due  Mobile  last  half  December 

LIVERPOOL-MANCHESTER 

S.S.  CLAVARACK . .  . . . .  J  J*md'15'l.1?nl'I>ort  .  . 

'  Due  Mobile  Dec.  5th 

S.S.  COAMOMA  COUNTY 

or    Substitute Due  Mobile  late  December 

A-l  STEAMER.  . .  .  J  Due  Mobile  late  January 

(  Due  Pensacola  early  February 


LONDON 

S.S.  EASTERN    SUN   .  . .  J  Due  Mobile  about  Dec.  : 

/  Due  Pensacola  early  Ja 
A-l  STEAMER Late  January 


.  23d 

nuary 


Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Year*'  Experience 
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as  against  89.8  a  year  ago;  Western,  99  as  against  100.8  a  year 
ago;  grand  total  all  districts,  98.6  as  against  96.5  a  year  ago; 
Canadian  roads,  93.7  as  against  98.2  a  year  ago. 


RAILROAD    FACILITIES   GROWING    LESS 

"Notwithstanding  the  continuous  growth  of  the  United 
States  and  the  necessary  demand  for  increased  railroad  facilities, 
railroad  construction,  according  to  reports  made  to  the  Interstate 
Commerce  Commission,  has  not  only  ceased  to  gain  but  has 
been  losing  ground,"  says  the  Association  of  Railway  Executives. 
"The  number  of  miles  of  railways  owned  by  all  steam  railroads  in 
the  United  States  (not  including  switching  and  terminal  com- 
panies) is  shown  in  the  following  table  covering  the  period  from 
1908  to  1919: 


As  of  end  Miles 

of  year.  owned. 
June  30 — 

1908     233,468 

1909     236,834 

1910  . .' 240,293 

1911     243,979 

1912     246,777 

1913     249,777 

1914     252,105 


As  of  end  Miles 

of  year.  owned. 
June  30 — 

1915     253,789 

1916     254,251 

December  31 — 

1916     254,037 

1917     253,626 

1918     253,529 

1919     253,152 


"It  will  be  noted  that  since  1916  the  number  of  miles  owned 
has  been  less  with  each  succeeding  year.  The  basis  of  the  above 
table  is  on  owned  rather  than  operated  mileage  because  the  lat- 
ter would  include  duplication  growing  out  of  trackage  rights  and 
similar  agreements." 


COMPENSATION   OF  EMPLOYES 

The  compensation  paid  railroad  employes  in  July— $214,339,-' 
385 — as  shown  by  the  July  report  of  the  Commission  to  which 
reference  was  made  in  the  December  3  issue  of  The  Traffic 
World,  was  59.1  per  cent  of  the  operating  expenses  of  the  rail- 
roads for  that  month,  according  to  a  statement  issued  by  the  As- 
sociation of  Railway  Executives.  The  number  of  employes  in 
July — 1,634,872 — were  compared  with  1,804,822  in  January; 
1,076,543  in  February;  1,593,068  in  March;  1,542,716  in  April; 
1,575,599  in  May,  and  1,586,143  in  June.  During  the  first  seven 
months  of  1921  the  railroads  paid  their  employes  $1,671,349,536 
in  wages,  which  was  61.3  per  cent  of  the  total  operating  ex- 
penses for  that  period. 


BAD   ORDER   CARS 

Cars  in  bad  order  November  15  numbered  333,616,  or  14.4 
per  cent  of  the  cars  on  line,  as  compared  with  345,201  cars  on 
November  1,  or  15  per  cent,  according  to  compilations  made  by 
the  car  service  division  of  the  American  Railway  Association. 


PAYMENTS  TO  RAILROADS 

The   Traffic   World    Washington  Bureau 

In  the  first  statement  it  has  issued  since  November  1  on 
payments  to  railroads,  the  Treasury  Department  has  announced 
that  the  total  payments  to  carriers  under  the  transportation  act 
to  November  30  amounted  to  $693,452,894.10.  Since  November  1 
the  following  payments  have  been  made:  Under  section  209  (ad- 
vance on  guaranty),  $16,543.61  to  the  Alabama  &  Mississippi; 
under  section  212  (partial  payment  on  guaranty),  $10,000  to  the 
Carolina  &  Northeastern;  under  section  210  (loans),  payments 
have  been  made  as  follows:  Central  Vermont  Railway,  $128,000; 
Chicago  &  Eastern  Illinois  R.  R.  Co.,  receiver,  $785,000;  Evans- 
ville,  Indianapolis  &  Terre  Haute  Ry.  Co.,  $50,000;  National  Rail- 
way Service  Corporation,  a/c  Chicago,  Rock  Island  &  Pacific 
Railway  Co.,  $460,000;  New  York,  New  Haven  &  Hartford  Rail- 
road Co.,  $400,000;  Norfolk  Southern  Railroad  Co.,  $50,000;  West- 
ern Maryland  Railway  Co.,  $200,000;  Wheeling  &  Lake  Erie 
Railway  Co.,  $260,000. 

The  carriers  to  which  final  payments  have  been  made  by  the 
Treasury  of  the  guaranty  under  Section  209  and  the  aggregate 
amounts  severally  paid  to  them  on  the  guaranty  including  ad- 
vances made  under  paragraphs  (h)  and  (i)  are  as  follows: 
Alabama  &  Mississippi  Railroad  Co.,  receiver,  $16,543.61;  Ann 
Arbor  Railroad  Company,  $315,261.85;  Electric  Short  Line  Rail- 
way Company,  $59,993.67;  Electric  Short  Line  Terminal  Com- 
pany, $3,158.56;  Norfolk  Southern  Railroad  Company,  $1,311,- 
700.63. 

The  total  payments  to  November  30  under  the  several  sec- 
tions of  the  transportation  act  were  set  forth  as  follows: 

(a)  Under  Section  204,  for  reimbursement  of  deficits  dur- 
ing federal  control    $     1,374,528.58 

(h)  Under  Section  209: 

(1)  To  carriers  to  which  final  payment  of  the  guar- 

anty has  been  made  under  paragraph  (g), 
including  previous  advances  under  para- 
graphs (h)  and  (1) 1,706,658.32 

(2)  For  advances  under  paragraphs  (h)   and  (i)   to 

carriers  as  to  which  a  certificate  for  final 
payment  has  not  been  received  by  the  treas- 
ury from  the  Interstate  Commerce  Commis- 
sion    262,950,874.00 

(c)  Under  Section  212: 

(1)  For  partial  payments  in   respect   to  the   guar- 
anty provided  in  Section  209 165,827,775.05 


(2)  For  partial  payments   in  respect   to  the   reim- 
bursement  for   deficits   during   the   period   of 

federal  control  provided  in  Section  204 1,815,841.15 

(d)  Under  Section  210,  for  loans  from  the  revolving  fund 

of  $300,000,000  therein  provided   259,777,217.00 

Total    $693,452,894.10 

The  payments  above  mentioned  are  in  addition  to  disburse- 
ments made  to  carriers  by  the  Director-General  of  Railroads. 

Repayments  on  loans  under  Section  210  have  been  made  as 
follows:  Ann  Arbor  Railroad,  $60,000;  Atlanta,  Birmingham  & 
Atlantic  Railway  Co.,  $20,000;  Bangor  &  Aroostook  Railroad,  $4,- 
000;  Carolina,  Clinchfield  &  Ohio  Railway  Co.,  $1,000,000;  Chi- 
cago, Indianapolis  &  Louisville  Railway  Co.,  $45,000;  Chicago '& 
Western  Indiana  R.  R.  Co.,  $89,000;  Great  Northern  Railway, 
$15,134,000;  Illinois  Central  Railroad  Co.,  $296,000;  Missouri 
Pacific  Railroad  Co.,  $4,362,000;  National  Railway  Service  Cor- 
poration, $380,367.70;  Salt  Lake  &  Utah  Railroad  Co.,  $15,700; 
Waterloo,  Cedar  Falls  &  Northern  Railway  Co.,  $60,000;  total, 
$21,466,067.70. 

The  War  Finance  Corporation  has  announced  that  the  ad- 
vance of  $17,500,000  to  the  New  York  Central  Railroad  Company, 
made  on  January  23,  1919,  under  the  war  powers  of  the  Corpora- 
tion, has  been  repaid  in  full. 


EQUIPMENT  TRUST  CERTIFICATES 

The   Traffic   World    Washington  Bureau 

Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation,  has  announced  the  sale  by  the  Director-General 
of  Railroads  of  $12,842,300  of  railroad  equipment  trust  certifi- 
cates at  par  and  accrued  interest,  thus  bringing  the  total  sales 
to  date  to  $132,910,600.  Mr.  Meyer  said  the  sales  indicated 
improved  business  conditions. 

Equipment  trust  certificates  of  the  Cleveland,  Cincinnati, 
Chicago  &  St.  Louis,  maturing  from  1923  to  1935,  inclusive,  in 
the  amount  of  $4,507,100,  were  sold  to  a  syndicate  consisting 
of  the  Guaranty  Company  and  Potter  Brothers  &  Co.  of  New 
York,  the  Union  Trust  Company  of  Pittsburgh,  the  First  Trust 
and  Savings  Bank  of  Chicago,  the  Fifth-Third  Bank  of  Cincinnati 
and  the  Union  Trust  Company  of  Cleveland. 

A  block  of  $8,335,200  of  certificates  of  several  roads  were 
sold  as  follows  to  the  Illinois  Trust  and  Savings  Bank,  the 
Merchants  Loan  and  Trust  Company,  the  First  Trust  and  Sav- 
ings Bank  and  the  Continental  and  Commercial  Trust  and  Sav- 
ings Bank,  all  of  Chicago:  Delaware  &  Hudson,  1922  to  1927, 
incl.,  $1,592,400;  New  York  Central,  1925  to  1927,  incl.,  $2,768,- 
100;  Chicago  &  Northwestern,  1925-1927,  incl.,  $1,994,700;  Michi- 
gan Central,  1925  to  1927,  incl.,  $1,039,200;  Chicago,  St.  Paul, 
Minneaplois  &  Omaha,  1922  to  1927,  incl.,  $940,800. 

"With  reference  to  the  sale  of  railroad  equipment  trust 
certificates  to  the  syndicate  of  Chicago  banks,  totaling  $8,335,- 
200,  it  is  interesting  to  note  that  the  investment  demand  for 
these  securities,  which  at  first  was  confined  to  the  eastern  ter- 
ritory, is  gradually  spreading  westward,"  said  Mr.  Meyer.  "It 
appears  to  indicate  that  the  general  improvement  in  money 
market  conditions  is  following  precedent,  and  is  gradually  mov- 
ing westward.  It  means  that  there  will  be  a  better  market 
for  farm  mortgages  in  the  not  distant  future,  and  that  the  agri- 
cultural sections  will  soon  begin  to  feel  the  benefit  of  improving 
financial  conditions." 


LOAN  TO  K.  M.  &  0 

The   Traffic   World    Washington  Bureau 

Against  the  earnest  dissent  of  Commissioner  Daniels,  the 
Commission,  acting  through  Division  4,  composed  of  Commis- 
sioners Meyer,  Daniels,  Eastman  and  Potter,  has  approved  a 
loan  of  $2,500,000  to  the  Kansas  City,  Mexico  &  Orient,  for  twd 
years  from  December  1,  this  year.  This  loan  is  to  replace  ona 
for  a  like  amount  made  to  the  receiver  of  that  road  December 
1,  1920. 

Commissioner  Daniels  opposed  the  loan  because,  as  he  inter, 
preted  the  facts,  the  road  will  not  he  able  to  return  the  money 
and  will  probably  never  pay  interest  on  it  because,  at  the  rata 
at  which  it  has  been  losing  money,  its  operating  deficit  for  tha 
current  year  will  be  not  less  than  $600,000. 

Receiver's  certificates  are  to  be  the  collateral  for  what 
amounts  to  a  renewal  of  the  loan.  The  Commission,  in  its  report 
from  which  Mr.  Daniels  dissented,  said  it  was  obvious  that  tha 
Orient  needed  more  time  in  which  to  effect  permanent  financi 
ing.  The  company's  receiver  said  that  his  expectations  had  noj 
been  realized,  in  the  year  since  the  increase  granted  in  Ex  Parta 
No.  74  went  into  effect;  that  he  had  also  been  disappointed  in 
the  matter  of  obtaining  money  from  British  interests  whica 
intend  to -preserve  and  develop  the  property. 

Commissioner  Daniels  thinks  it  is  a  case  for  Congress  and 
not  for  the  Commission  to  consider  because,  as  he  sees  thl 
facts,  there  is  no  reasonable  assurance  that  the  company  caJ 
repay  the  loan.  In  fact,  he  said,  it  seemed  certain  that  if  the 
initial  payments  of  interest  were  made,  it  would  have  to  bl 
taken  from  the  loan.  He  pointed  to  the  law  which  says  thl 
Commission  may  approve  loans  if  there  is  reasonable  assurancJ 
of  repayment  as  reason  why  the  Commission  should  not  make 
this  loan. 
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HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  Route  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


PUBLIC  4  U  S.  GOVERNMENT  BONDED  WAREHOUSES 


PORT  OF  NEW  ORLEANS,  U.  S.  A. 

GENERAL  STORAGE,  DISTRIBUTING,  RECONSIGNING 

Forwarding  Department  for  handling  EXPORT  &  IMPORT  Shipment. 
Traffic  Department  to  Co-operate  in  Freight  Distribution 

For  "SERVICE"  write  or  wire 

APPALACHIAN  CORPORATION  (Inc.  of  Louisiana) 

LOUIS  B.  MAGID,  President 
South  Peters,  Thalia,  South  Front  and  Erato  Streets 


TRANS -CONTINENTAL  FREIGHT  Co. 

Export  and  Domestic  Freight  Forwarders 

Consofidators  of  Freight  and  Co-operators  with  Shippers.    A  Service  Which  Saves 

Time,  Trouble  and  Money.     Don't  hesitate — Investigate — Write  for  particulars. 

General  Offices:    Chicago,  203  Dearborn  St.  Eastern  Offices:    New  York,  Woolworth  BldJ. 


Old  South  Bldg.  Boston. 
EUicott  Square  Buffalo. 


Philadelphia.  Drezel  Bldg. 
Cincinnati.  Union  Trust  Bldg. 
Cleveland,  Hippodrome  Bldg. 


Loa  Angeles,  Van  Nuys  Bldg 
San  Francisco.  Monadnock  1 
Seattle,  Alaska  Bldg. 


ildg. 


Portland,  Ore.,  I3th  and  Kearney  Sts. 
Write  the  Nearest  Ojfrce. 


San  Francisco  Warehouse  Co., 


California 


We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


BROOKLYN  "PERSONAL  SERVICE"  NEW  YORK 

MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


MUSKOBEE,  OKLA.  | 

Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored — Pool  Cars  Distributed 

Railroad  Siding. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  street,  near  Taylor  Street 

Teaming  of  Evsry  Description — City  Delrvery  Service  and  Carload 
Dletrlbutora 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 

Members  American  Warehouseman's  Association  and  American  Chain  of  WITS  beam 

B.  R.  &  P.  WAREHOUSE,  Inc. 


LOUISVILLE  FREIGHT 

Carload,  Leas  than  Carload  and 

Pool  Car  Distributors 

Official  Transfer  Co.  for  all  Louisville  Railroads 
Write  us — or  Phone  Long  Distance,  Main  329 

Louisville  Taxicab  and  Transfer  Co., 
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CLEVELAND  TERMINAL  CASE 

The  Traffic  World  Washington  Bureau 

On  rehearing,  the  Commission  has  reversed  its  previous 
conclusion  in  the  Cleveland  passenger  terminal  case,  wherein 
it  refused  approval  of  the  plans  for  the  terminal  at  Cleveland. 
It  now  has  approved  and  authorized  the  acquisition  by  the  New 
York  Central,  the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis 
and  the  New  York,  Chicago  &  St.  Louis  of  control  of  the  Cleve- 
land Union  Terminals  Company  by  the  purchase  of  capital  stock. 
It  also  has  issued  a  certificate  authorizing  the  carriers  named 
to  construct  and  operate  a  terminal  station  and  line  of  railroad 
constituting  the  approaches  thereto  in  the  city  of  Cleveland, 
Commissioner  Eastman  dissented.  The  cost  of  the  project  is 
estimated  at  $60,891,735. 

"In  approaching  this  problem,"  said  Commissioner  Camp- 
bell, who  wrote  the  report,  "care  must  be  taken  to  consider  the 
city  of  Cleveland  not  only  from  the  standpoint  of  local  con- 
venience and  needs,  but  as  a  gateway  through  which  passes  a 
hugh  volume  of  through  traffic,  both  freight  and  passenger.  It 
is  undisputed  that  during  the  stress  of  unusual  activity  in  the 
movement  of  traffic  during  the  late  war,  Cleveland  was  one  of 
the  two  points  at  which  the  congestion  was  most  serious  and 
difficult  to  relieve.  The  evidence  shows  that  the  greater  part  of 
all  traffic  which  passes  through,  or  originates  at,  Chicago  or 
St.  Louis,  destined  to  eastern  points  passes  through  one  of 
these  two  gateways.  It  is  obvious  that  the  truest  economy  and 
the  only  sound  policy  will  dictate  that  carriers  be  equipped  to 
handle,  promptly  and  efficiently,  any  volume  of  traffic  which 
may  reasonably  be  anticipated.  The  applicants  are  the  only 
carriers  by  railroad  reaching  Cleveland  by  means  of  a  through 
route  handling  through  traffic  as  well  as  traffic  originating  at 
or  destined  to  Cleveland  itself.  The  management  of  these  lines 
therefore  must  approach  their  problem  from  the  standpoint  of 
the  needs  of  the  entire  country  in  handling  through  business. 
A  far-sighted  policy  will  make  provision  for  the  future  as  well 
as  for  the  present,  and  for  unusual  as  well  as  normal  conditions. 
The  growth  of  the  city  has  been  rapid.  Any  plan  adopted  must 
assume  a  continued  industrial  development  in  the  future,  and 
must  take  care  that  such  continued  expansion  will  not  prevent 
the  reasonably  free  movement  of  through  traffic.  The  topog- 
raphy of  the  district  does  not  permit  the  building  of  additional 
belt  lines  to  carry  through  freight  around  the  city  except  at  an 
expense  which  would  be  prohibitive.  Lake  Erie  lies  just  north 
of  the  Central's  main  line.  To  the  south  and  east  of  the  present 
Cleveland  Short  Line  the  country  rises  sharply,  reaching  eleva- 
tions of  300  to  700  feet  above  the  lake.  It  is  practically  impos- 
sible to  build  any  more  lines  of  low  grades  suited  to  the  purpose 
across  this  territory,  which  extends  at  least  15  to  20  miles  to 
the  south  and  east,  except  by  taking  valuable  property  away 
from  important  industries.  Between  Buffalo  and  Cleveland  the 
Central  has  a  four-track  line,  with  the  exception  of  about  5 
miles.  Between  Cleveland  and  Chicago  more  than  half  the  dis- 
tance is  covered  by  four  tracks.  Cleveland  is  the  congesting 
point  of  this  great  highway  of  national  transportation. 

"Although  the  Cleveland  Short  Line  was  built  in  1904  to 
relieve  the  congestion  on  the  lake  front  tracks,  that  relief  proved 
to  be  but  temporary.  The  evidence  as  to  congestion  during 
times  of  normal  as  well  as  heavy  traffic  movement  is  persuasive 
that  additional  facilities  are  imperatively  needed.  Freedom  of 
movement  is  hampered  both  by  the  single-tracked  drawbridge 
across  the  Cuyahoga  River  and  by  the  industrial  development 
between  that  point  and  Collinwood  Yard,  in  which  section  the 
industrial  plants  are  built  so  close  to  the  main  line  as  to  render 
prohibitive  the  cost  of  additional  main  trackage.  These  indus- 
tries are  very  largely  on  the  south  side  of  the  tracks  and  the 
switching  must  be  done  across  the  main  line.  Studies  made 
by  the  Central,  and  uncontradicted  on  the  record,  show  that 
during  the  period  of  heavy  traffic  in  May,  1918,  the  main  line 
between  the  Union  Station  and  Collinwood  was  occupied  by 
passenger  trains  and  light  passenger  engines  a  little  more  than 
half  of  each  24-hour  period.  Cleveland  is  growing  industrially. 
Estimates,  based  on  normal  growth,  indicate  27  per  cent  in- 
crease in  the  next  five  years.  Looking  into  the  future,  the 
time  seems  near  at  hand  when  local  traffic  and  switching  will 
be  of  such  volume  as  to  make  Cleveland  a  point  of  constant 
restriction  Or  blockade  of  through  traffic,  unless  the  facilities 
are  enlarged. 

"The  proposed  plan  affords  an  additional  route  through 
Cleveland  for  the  through  business  of  the  applicants  and  pro- 
vides a  separate  and  independent  passenger  route  from  Collin- 
wood on  the  east  to  Berea  on  the  west,  with  the  great  advan- 
tage of  completely  segregating  the  passenger  movement  through 
the  city,  thus  leaving  the  full  capacity  of  the  lake  front  tracks 
and  of  the  Cleveland  Short  Line  available  for  freight  move- 
ments only.  There  is  no  evidence  that  any  other  feasible  plan 
would  accomplish  a  like  result.  The  prime  importance  of 
making  such  a  provision  for  the  future  may  be  deemed  suffi- 
cient to  warrant  Imposing  upon  the  transportation  revenues  of 
the  country  any  reasonable  financial  burden  which  the  plan 
may  Involve.  An  analysis  of  the  prospective  capital  charge 
does  not  reveal  an  unreasonable  burden  on  future  traffic.  Con- 


sidering the  importance  of  the  results  to  be  attained,  we  cannot 
say  that  the  expenditures  proposed  are  out  of  proportion  to 
the  benefits  which  interstate  commerce  will  derive  therefrom. 

"In  that  connection  it  may  be  pointed  out  that  the  original 
estimates  of  the  cost  of  the  project  were  made  on  the  basis 
of  1920  prices,  and  that  these  estimates,  as  now  shown  by  the 
applicants,  may  be  reduced  by  an  average  of  about  20  per  cent 
on  account  of  the  present  lower  cost  of  labor  and  materials. 

"While  further  evidence  was  received  with  respect  to  the 
contracts  to  be  made  use  of  in  carrying  out  the  proposed  plan, 
it  does  not  appear  that  these  contracts  disregard  'or  prejudice 
the  interests  of  the  public.  There  is  no  evidence  of  bad  faith 
or  unfair  advantage  which  might  work  to  the  disadvantage  of 
the  carriers  and  thus  throw  an  improper  burden  on  interstate 
commerce. 

"Upon  the  facts  presented  we  find  that  the  present  and 
future  public  convenience  and  necessity  require  and  will  require 
the  construction  and  operation  of  the  terminal  station  and  a 
line  of  railroad  constituting  the  approaches  thereto,  extending 
from  West  25th  Street  to  East  40th  Street  in  the  city  of  Cleve- 
land, O.,  and  that  it  will  be  in  the  public  interest  for  the  appli- 
cants to  acquire  control  of  the  Cleveland  Union  Terminals 
Company  by  purchase  of  its  capital  stock,  as  aforesaid. 

"We  further  find  that  the  contracts  proposed  to  be  made 
by  the  Central  with  the  Big  Four  and  the  Nickel  Plate  grant 
to  the  Central  trackage  rights  only  and  that  authority  from  us 
to  exercise  such  trackage  rights  is  unnecessary." 


N.  Y.  C.  CHICAGO  TERMINALS 

The   Traffic   World    Washington  Bureau 

Arguments  were  heard  December  1  on  the  proposed  report 
submitted  by  Attorney-examiner  Ray  W.  Clarke  on  the  applica- 
tion of  the  New  York  Central  for  permission  to  acquire  the 
stock  yard  railroads  in  Chicago.  Clarke  recommended  a  holding 
that  the  acquisition  of  the  Chicago  Junction  by  the  New  York 
Central  would  be  in  the  public  interest  if  the  Commission 
should  hold  that  it  had  jurisdiction  over  the  matter.  He  recom- 
mended the  imposition  of  conditions  to  be  observed  by  the  New 
York  Central  after  it  should  become  possessor  of  the  stock 
yards  terminal,  the  general  purport  of  which  is  that  the  New 
York  Central  shall  operate  the  stock  yard  railroad  in  such  a 
way  that  all  other  railroads  entering  Chicago  shall  have  equal 
opportunity  for  obtaining  traffic  originating  thereon  and  that 
the  grant  of  this  permission  shall  not  be  taken  as  preventing  the 
execution  of  plans  for  the  unification  of  terminals  that  may 
hereafter  be  made  by  the  City  of  Chicago. 

Clarke  expressed  the  opinion  that  the  conditions  could 
not  be  enforced  because  there  are  no  penalties  in  the  paragraphs 
of  the  law  under  which  the  acquisition  would  be  made  and  for 
that  reason  he  suggested  that  the  Commission  might  well  hold 
that  acquisition  of  the  stock  yard  railroad  would  not  be  in  the 
public  interest. 

Attack  from  three  sides  was  made  on  the  report  of  the 
attorney-examiner.  Robert  J.  Gary  and  Silas  H.  Strawn,  appear- 
ing for  the  applicants,  had  four  and  one-half  hours  in  which  to 
show  the  Commission  that  it  has  jurisdiction  and  that  the  condi- 
tions suggested  by  Mr.  Clarke,  contrary  to  his  view,  are  enforce- 
able. Walter  L.  Fisher,  representing  the  Railway  Terminal  Com- 
mission, opposed  the  issuance  of  a  permit  on  the  ground  that 
if  terminals  are  ever  to  be  unified  this  transfer  of  the  stock 
yards  railroads  to  the  New  York  Central  would  be  a  step  in 
the  opposite  direction.  His  thought  was  that  the  Commission, 
before  acting  on  any  application  of  this  kind,  should  lay  down 
a  policy  with  regard  to  railroad  terminals  and  then  make  per- 
mits issued  by  it  conform  to  that  policy.  Answering  a  question 
by  Commission  Hall,  Mr.  Fisher  frankly  admitted  that  there 
was  no  law  under  which  the  Commission  can  force  the  railroads 
to  throw  their  terminals  in  Chicago  into  a  pool  under  the  con- 
trol of  a  single  operating  agency.  He  also  admitted  that  the 
Commission  had  not  the  money  to  set  up  such  a  single  operat- 
ing agency. 

"We  do  not  take  much  stock  in  the  assertion  of  the  Union 
Stock  Yards  Railroad  that  it  cannot  procure  capital  to  extend 
its  facilities  because  of  the  closed  mortgage  on  its  property," 
said  Mr.  Fisher.  "I  think  I  know  something  about  the  attitude 
of _  bondholders  and,  as  I  understand  it,  they  favor  constructive 
things  which  will  improve  conditions.  The  Chicago  Railroad 
Terminal  Commission  has  no  power  to  require  the  unification 
of  terminals  but  by  extra  legal  methods  it  imposes  conditions 
every  time  it  authorizes  a  railroad  company  to  do  anything 
which  when  observed  will  tend  to  unification.  This  Commis- 
sion could  do  likewise." 

Mr.  Fisher  said  that  one  reason  why  the  Commission  was 
not  in  better  odor  with  the  public  was  because  it  gave  too 
much  attention  to  details  and  did  not  formulate  principles  or 
deal  more  often  with  fundamentals.  He  said  he  uttered  that 
observation  meaning  no  disrespect,  because  he  said  he  knew 
the  multiplicity  of  the  Commission's  duties  and  appreciated 
that  it  was  a  hard  worked  body. 

Luther  M.  Walter,  representing  trunk  lines  other  than  the 
New  York  Central  that  are  objecting  to  the  acquisition  of  the 
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Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agents 

LAREDO,  TEXAS 

Branch..  In  all  Principal  CitU.  in  th«  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 


The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


KANSAS 


0  U    R     I  ' 


PITTSBURG 


„„ 
/   / 
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SULPHUR    SPRINGS 


PANAMA 
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»X'HEAVENER 

Ardmore 


H^OWN 
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lexandrpa 
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GALVESTO^ 


Gulf      of      Mexico 


We  can  handle  your  traffic  for 

1VIEXI  CO 

via  all  Rio  Grande  Crossings — also  to 

TAMPICO  and  VERA  CRUZ 

via  Port  Arthur,  Tex.,  or  Beaumont,  Tex.,  and 
•  Ward  Line  Steamships 

Giving  best  of  service 

Ask  us  for  rates  and  other  information  required 
Short  Line  and  Best  Service  to 

Mexia,  Groesbeck  Oil  Fields 


H.  A.  WEAVER.  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice-Pr.i. 
Kan»a»  City,  Mo. 
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stocks  yards  terminal  by  the  New  York  Central,  said  that  unless 
the  Commision  got  down  below  the  veneer  that  had  been  thrown 
over  this  case  it  would  never  have  a  real  understanding  of  it. 
He  said  he  proposed  to  speak  plainly  and  on  his  own  responsi- 
bility, so  that  whatever  he  said  that  might  seem  out  of  line 
should  not  be  attributed  to  his  clients  but  to  himself.  Before 
he  had  an  opportunity  to  point  out  some  of  the  things  he  said 
were  under  the  veneer  the  Commission  took  an  adjournment 
for  the  day. 

In  behalf  of  the  trunk  lines  protesting  against  the  acquisition 
of  the  packers'  terminals  in  Chicago  by  the  New  York  Central, 
Luther  M.  Walter,  December  2,  said  that  issuance  of  a  permit 
by  the  Commission  would  toe  simply  putting  temptation  in  the 
way  of  that  railroad  to  the  hurt  of  every  shipper  and  every  rail- 
road now  using  the  Chicago  Junction. 

"They  tell  us  there  will  be  no  change,  except  in  the  label," 
said  Walter.  "The  conductors'  caps  would  simply  be  changed 
from  Chicago  Junction  to  New  York  Central.  Then  why  buy  the 
Chicago  Junction?  Why  does  the  New  York  Central  desire  that 
railroad?  Why,  human  nature  has  not  been  changed  in  the 
thousands  of  years  we  have  known  about  it.  The  New  York 
Central  is  trying  to  buy  the  immense  tonnage  originating  on  the 
Chicago  Junction,  tonnage  that  last  year  filled  more  than  1,167,- 
000  cars. 

"They  say  the  Chicago  Junction  cannot  borrow  money  to 
make  needed  extensions  and  betterments.  That  is  ludicrous. 
Why,  that  company,  on  the  earnings  of  ten  months  of  this  year, 
could  pay  a  30  per  cent  dividend  and  still  have  some  of  its  net 
income  left  in  its  treasury. 

"Every  railroad  entering  Chicago  has  equal  rights  on  the 
Chicago  Junction  now.  The  engines  of  all  carriers  take  trains 
to  the  Ashland  avenue  yards  and  take  them  from  the  Loomis 
street  yards.  There  is  no  reason  why  the  Junction  road  should 
treat  one  road  better  than  another.  To  see  just  what  would 
happen  were  the  New  York  Central  to  obtain  that  road  consider 
what  is  done  on  the  Indiana  Harbor  Belt,  controlled  by  the  New 
York  Central.  A  shipper  asks  for  cars  to  be  sent  out  over  the 
Monon.  The  belt  road  says  it  has  none  available  for  that  traffic. 
It  had,  however,  cars  that  could  be  used  for  routing  over  a  road 
other  than  the  Monon.  Only  a  few  days  ago  a  shipper  asked  the 
Belt  road  for  cars  to  be  dispatched  over  the  B.  &  O.  The  Belt 
road  had  none.  It,  however,  said  it  had  cars  that  would  be  avail- 
able if  the  shipment  were  sent  out  via  the  Michigan  Central. 
The  B.  &  O.  lost  that  traffic  because  the  shipper  had  to  take 
Michigan  Central  cars  or  wait  at  least  twenty-four  hours  for  a 
B.  &  O.  car." 


RATES  ON  ROCK  SALT 

The   Traffic   World   Washington  Bureau 

Arguments  on  the  rock  salt  rate  adjustment,  that  at  times 
was  an  animated  as  a  political  ward  meeting,  were  made  before 
Commissioners  Hall,  Eastman,  Esch  and  Campbell  December 
7,  in  I.  and  S.  No.  1398,  and  formal  docket  Nos.  12, 157, 12. 163  and 
12,  164,  Kansas  Rock  Salt  Company  vs.  A.  T.  &  S.  F.  et  al.  The 
suspension  case  arose  when  the  Illinois  Central,  Southern  Pacific 
and  Gulf  Coast  Lines  published  a  tariff  naming  a  rate  of  $4-20 
a  ton  on  salt  from  Louisiana  mines  to  Chicago,  blanketed  so 
as  to  avoid  fourth  section  violations.  The  formal  cases  were 
complaints  against  the  rate  adjustment,  which  according  to 
Clyde  M.  Read,  counsel  for  the  complaining  company,  has  had 
the  effect  of  absolutely  shutting  the  Kansas  mines  out  of  the 
Chicago  market. 

The  argument  was  a  triagular  affair  with  the  Illinois  Central 
and  Louisiana  salt  producers  on  one  angle,  the  Kansas  miners 
on  another,  and  the  eastern  salt  producers  and  the  eastern  rail- 
roads on  the  third.  R.  V.  Fletcher  for  the  Illinois  Central,  Luther 
M.  Walter  for  the  Myles  Salt  Company  and  other  Louisiana 
producers,  Paul  E.  Blanchard  for  Armour  &  Company,  and  Ross 
D.  Rynder  for  Swift  &  Company,  were  on  the  first  angle;  Mr. 
Reed  on  the  second,  and  L.  H.  Strasser  for  the  C.  F.  A.  lines, 
George  N.  Brown  for  the  Sterling  Salt  Company,  and  M.  B.  Pierce 
for  the  eastern  trunk  lines,  were  on  the  third  angle. 

Advocates  of  the  $4.20  rate  on  80,000  pound  minimum  con- 
tended that  its  publication  would  put  the  Louisiana  salt  miners 
into  the  Chicago  market  on  terms  of  equality  with  the  Morton 
Salt  Company,  which  Messrs.  Walter  and  Reed  denominated  the 
salt  trust,  and  other  producers  of  rock  salt  in  western  New  York 
and  in  the  Detroit  district.  Mr.  Fletcher  confined  himself  to 
the  discussion  of  the  proposed  rate  and  minimum  from  a  trans- 
portation point  of  view,  holding  that  the  new  rate  would  give  the 
Illinois  Central  revenue  above  the  out-of-pocket  cost  of  hauling 
the  traffic.  Walter  asserted  that  the  salt  interests  of  New  York 
and  Michigan  were  the  real  objectors  to  the  establishment  of  a 
rate  that  is  the  same  as  the  rate  from  the  mines  in  western 
New  York  and  that  their  purpose  in  protesting  was  to  preserve 
the  monopoly  which  he  said  they  now  have  in  the  Chicago  mar- 
ket, the  greatest  in  the  country.  He  asserted  that  the  protesting 
trunk  lines  obtained  only  16  cents  out  of  the  rate  of  21  cents 
per  100  pounds  from  western  New  York  to  Chicago  because  they 
have  to  pay  a  division  of  5  cents  to  the  Genessee  ft  Wyoming  and 
the  Halite  &  Northern. 

Absolute  denial  that  either  of  the  short  lines  is  owned  by  a 


salt  company  was  made  by  George  N.  Brown,  attorney  for  the 
Sterling  Salt  Company.  Luther  Walter,  holding  up  a  copy  of 
a  Commission  decision,  asserted  that  the  Commission  had  said 
that  the  Sterling  Salt  Company  owned  the  Halite  &  Northern. 
Mr.  Brown  repeated  his  assertion,  but  seemed  to  place  more  than 
ordinary  emphasis  on  the,  word  "now"  as  if  that  salt  company, 
or  both  salt  companies,  had  recently  done  something  that  had 
robbed  the  Commission's  finding  of  force  in  the  matter.  He  con- 
tended that  the  division  to  the  Illinois  Central  would  be  less  than 
out-of-pocket  cost. 

Mr.  Blanchard  said  that  this  was  not  an  ordinary  suspension 
case  because  there  was  no  question  of  increased  rates.  He  said 
that  it  was  a  case  of  a  new  rate,  which  the  protestants  had  had 
suspended  on  the  theory  that  it  was  a  reduction  which  caused 
discrimination.  He  said  that  the  proper  test  to  be  applied  to 
the  two  sets  of  rates  was  as  to  how  much  money  a  shipper 
would  have  to  pay  the  railroads  concerned  for  the  minimum 
carload  that  that  shipper  could  demand  should  be  transported 
by  them.  He  said  that  under  the  rate  from  western  New 
York  a  shipper  could  demand  the  forwarding  of  a  car  that 
would  bring  the  carrier  only  $75,  while  the  minimum  return 
per  car  on  the  new  rate  would  be  $168. 

L.  H.  Strasser  for  the  C.  F.  A.  lines  said  the  primary  effect 
of  the  new  rates  would  be  to  deprive  the  Wabash  of  traffic  at  a 
fairly  remunerative  rate  and  give  the  Illinois  Central  some  traffic 
at  a  rate  that  would  not  be  really  remunerative  for  the  service 
performed  by  it.  Strasser  said  that  under  the  new  law  the  rail- 
roads would  have  to  be  considered  as  parts  of  a  national  system 
and  that  the  mere  desire  of  the  Illinois  Central  to  participate 
in  the  business  of  carrying  salt  to  the  Chicago  market  was  not 
sufficient  to  justify  the  Commission  in  allowing  the  rate  to  be- 
come effective.  He  said  that  he  had  noted  the  tears  that  had 
been  shed  for  the  poor  consumer  of  rock  salt  and  found  that  it  was 
the  big  meat  packer,  but  he  said  he  could  not  see  what  effect  the 
rate  on  rock  salt  would  have  on  the  price  of  pork  chops  or  corned 
beef.  He  was  proceeding  to  develop  that  thought  about  a  national 
railroad  system  when  Commissioner  Eastman  asked  whether  he 
had  read  the  opinion  of  the  Supreme  Court  in  the  American  Creo- 
soting  case,  handed  down  Monday.  Mr.  Eastman  seemed  to  be 
of  the  opinion  that  the  decision  in  that  case  was  an  answer  to 
the  contention  that  was  being  made  by  Mr.  Strasser. 

In  discussing  the  Kansas  feature  of  the  case,  Ross  Rynder 
said  that  rates  from  the  mines  in  that  state  were  so  high  that 
Swift  &  Company,  which  owns  a  mine  in  Kansas,  could  not  afford 
to  use  the  salt  from  its  own  mine  in  its  Chicago  packing  plant. 
Mr.  Reed  said  that  while  the  eastern  trunk  lines  are  hauling  rock 
salt  from  New  York  to  Chicago  on  a  net  rate  of  16  cents  for  711 
miles,  the  railroads  serving  the  Kansas  mines  are  asking  35  cents 
for  a  haul  of  611  miles.  Mr.  Reed,  who  called  the  Morton  Salt 
Company  a  trust,  said  that  every  interest  in  the  case  had  ex- 
pressed itself  as  desirous  of  a  better  rate  adjustment  for  Kansas 
and  to  support  that  declaration  he  read  a  letter  from  R.  M. 
Rogers,  its  traffic  manager,  saying  that  he  hoped  the  Kansas 
mines  would  obtain  better  rates. 

At  the  conclusion  of  the  argument  Commissioner  Hall  sug- 
gested that  inasmuch  as  all  the  parties  at  interest  seemed  desir- 
ous of  making  a  harmonious  adjustment,  they  hold  a  conference 
and  agree  on  something  to  be  presented  to  the  Commission  with 
that  end  in  view. 


VALUATION  REPORTS 

The  Commission  has  issued  tentative  final  valuation  reports 
on  the  properties  of  the  Little  Rock,  Maumelle  &  Western  Rail- 
road Company  of  Little  Rock,  Ark.,  and  of  the  Lexington  Ter- 
minal Railroad  Company  of  Augusta,  Ga.  On  the  first  named 
property  the  Commission  found  a  final  value  of  $300,530  as  of 
June  30,  1917,  and  on  the  terminal  property  a  value  of  $28.500. 

The  Commission  has  stated  thf,  tentative  final  valuation  of 
the  Lake  Erie  &  Fort  Wayne  railroad  to  be  $37,626  on  the 
property  owned  and  used  for  common  carrier  purposes  and 
$41,759  on  the  total  property  used.  The  cost  of  reproduction 
new  was  set  down  as  being  $45,708  and  reproduction  less  depre- 
ciation $33,709. 

The  tentative  final  value  of  L'Anguille  River  Railway,  in 
Arkansas  of  the  property  used  has  been  put  by  the  Commission 
at  $16,538  and  of  the  property  owned  at  $12,500;  the  cost 
of  reproduction  new  at  $19,673  and  reproduction  less  deprecia- 
tion, $15,594. 

The  Commission  has  Issued  a  tentative  valuation  report  as 
of  June  30,  1916,  on  the  property  of  the  Elwood,  Anderson  & 
Lapelle  Railroad  Company,  a  switching  road  at  Elwood,  Ind., 
in  which  the  property  is  valued  at  $108,910.  The  company  has 
capital  stock  of  $50,000,  which  is  owned  by  the  American  Sheet 
&  Tin  Plate  Company.  Its  trackage  totals  4.846  miles  of  main 
line  and  yard  and  side  tracks. 


W.  P.  PURCHASE  OF  SACRAMENTO  NORTHERN 

The  Western  Pacific  Railroad  Co.  has  applied  to  the  Commis- 
sion for  authority  to  acquire,  through  the  purchase  of  stock,  the 
control  of  the  Sacramento  Northern  Railway,  operating  in  the 
counties  of  Butte,  Sutter,  Yuba.  Sacramento,  Yolo  and  Solano, 
Cal.  Acquisition  of  the  property  will  be  in  the  interest  of  im- 
proved service  and  development  of  the  road,  the  applicant  stated. 


inbor  10,  1921 


THE     TRAFFIC     WORLD 


1225 


The  FREIGHT  TRAFFIC  RED  BOOK 

"The  RIGHT  ARM  OF  THE  TRAFFIC  MAN" 

1922  EDITION 

Now  Ready  FOR  DISTRIBUTION 

Completely 
Revised  and  Enlarged 

Including  Additional 
Sections  on 


Routing,  Express  and 

Governmental  Regulation 

of  Common  Carriers 


1  TRAFFIC  GLOSSARY  of  over  1 ,000  Traffic  Terms,  Phrases 

*  and  Abbreviations. 

0  THE  FUNDAMENTAL  PRINCIPLES  OF  Freight  Rates, 

*"  Rate  Territories,  Rate  Bases,  Freight  Classification,  Freight 


UNDER  ONE  COVER 

O       ACTS  OF  CONGRESS  and  Interstate  Commerce  Commis- 
***     sion's  Conference  Rulings  and  Tariff  Rules. 


A       AN  APPENDIX  including  Reproductions  of  Standard  Traffic 
Forms,  List  of  Tariff  Publishing  Agents  and  Miscellaneous 
Tables. 


WITH  A  COMPLETE  CROSS-REFERENCE  INDEX. 


Tariffs,  Freight   Claims,  Diversion  and  Reconsignment,  Routing, 

Lighterage,  Switching,  Demurrage,  Weights  and  Weighing,  Export 

and  Import  Traffic,  etc. 

Size  8x11  inches;  500  pages.     Price  $6.00,  postpaid,  including  SERVICE  in  the  form  of  supplying  supplements  up  to  October  1,  1922- 

Order  today.     Money  refunded  if  the  book  is  not  entirely  satisfactory  and  returned  to  us  in  good  condition  within  five  days. 

THE  TRAFFIC  PUBLISHING  COMPANY       -        150  Lafayette  Street,  New  York  City 


100%  American 


Premier  Fleet 


MARINE  DESPATCH  LINE 

America's  Coast-to-Coast  Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 
DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 

FORTNIGHTLY 

A-l  FAST  STEEL 

STEAMERS 
OFFERING 

RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 


FOR  RATES  AND  PARTICULARS  APPLY  TO 


ATLANTIC-GULF  &  PACIFIC  STEAMSHIP  CORP. 


St.  Paul  8476 


BALTIMORE 


406  Water  Street 


SAN  FRANCISCO     60  California  Street 


Philadelphia 
131  South  Thirl  St. 

Plttaburrh 
1S37    OliTer    Buildinc 


Savannah.    Gm.  New    Terk 

8«T«nn«h  Bank  and  Trait   Bld».  41   Broadway 
Loa    ABcelee.    Cal.  Mobil..  Ala. 

427    Vaa   Nun    Bid*.  8.  W.  Cor.  St.  Frmncii  *  Water  St.. 

Buffalo,   N.    Y..   Room    495,    Ellicott   Sq.    Bid*. 


Oakland.    Cat 

Parr    Terminal 

Portland,    Ore. 

7(4   Title  &  Tnut   Bid*. 

Seattle,    Waah. 
11(3   U   C.  Smith   Btd>. 


1226 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  24 


ANNUAL  REPORT  OF  I.  C.  C. 

The   Tragic   World   Washington  Bureau 

In  the  year  ended  the  last  day  of  October,  1921,  the  Inter- 
state Commerce  Commission  approved  plans  for  extensions  and 
abandonment  of  railroad  lines  that  will  result  in  a  net  reduc- 
tion of  the  railroad  mileage  of  the  country  of  297  miles.  This 
is  not  the  first  year  when  railroad  construction  has  emulated 
the  crawfish.  It  is,  however,  a  continuance  of  backward  move- 
ment that  was  expected  in  war  years. 

The  fact  about  abandonments  exceeding  new  construction 
was  brought  out  in  the  thirty-fifth  annual  report  of  the  rate- 
making  body,  sent  to  Congress,  December  8. 

In  that  report  the  Commission  drew  such  an  indictment 
against  section  28,  of  the  Jones  law,  or  merchant  marine  act, 
denying  export  and  import  rates  to  foreign  commerce  not  carried 
in  American  bottoms,  that  it  is  easy  to  infer  that  the  Commis- 
sion desires  the  repeal  of  that  section.  The  inference  is  that 
it  considers  the  scheme  proposed  in  that  section  for  promoting 
an  American  merchant  marine  is  so  impracticable  that,  if  its 
administration  were  undertaken,  more  harm  than  good  would 
result. 

The  report  also  brings  out  the  fact,  not  hitherto  officially 
made  public,  that  there  is  a  conflict  of  opinion  between  the 
Commission  and  the  Shipping  Board  brought  about  by  section 
19,  of  the  Jones  law,  and  the  view  of  the  Commission  that 
section  33,  of  the  shipping  law  of  1916,  was  not  repealed  by 
the  Jones  or  merchant  marine  act  of  1920.  Section  19  authorizes 
the  Shipping  Board,  in  aid  of  the  accomplishment  of  the  pur- 
poses of  that  act — namely,  the  creation  and  operation  of  an 
American  merchant  marine — to  ask  any  agency  of  the  govern- 
ment "to  suspend,  modify  or  annul  rules  or  regulations"  "made 
or  established  by  such  agency"  or  to  request  such  agency, 
board,  bureau  or  department  "to  make  new  rules  or  regulations 
affecting  shipping  in  the  foreign  trade."  In  other  words,  Con- 
gress, in  that  section,  apparently,  authorized  ithe  Shipping 
Board  to  request  the  Interstate  Commerce  Commission  to  modify 
or  annul  any  rule  or  regulation  it  might  make,  under  the  author- 
ity of  sections  1  or  25  of  the  interstate  commerce  law,  that  it 
regarded  as  inimical  to  carriers  by  water.  Section  19  of  the 
Jones  law  further  provides  that,  in  the  event  any  agency,  board 
or  department  of  the  government  refuses  to  suspend  a  rule  or 
regulation  the  Shipping  Board  does  not  like,  either  the  refusing 
agency  or  the  Shipping  Board  may  submit  the  facts  to  the  Presi- 
dent, who,  in  the  language  of  section  19,  "is  hereby  authorized 
to  establish  or  suspend,  modify,  or  annul  such  rule  or  regula- 
tion." 

Section  33,  of  the  shipping  act,  which  gives  the  Shipping 
Board  some  jurisdiction  over  water  transportation,  specificially 
says  that  nothing  in  that  section  shall  be  construed  to  affect 
the  power  or  jurisdiction  of  the  Interstate  Commerce  Com- 
mission, or  to  confer  concurrent  jurisdiction  on  the  Shipping 
Board.  Commenting  on  the  situation,  the  Commission,  after 
calling  attention  to  the  fact  that  section  25,  of  the  interstate 
commerce  law,  authorizes  and  directs  it  to  prescribe  the  form 
of  through  export  bills  of  lading,  says: 

_  The  merchant  marine  act  repealed  certain  provisions  of  the  ship- 
ping act,  1916^  as  amended,  amended  others,  and  contains  additional 
legislation.  Section  33  of  the  shipping  act  apparently  was  not  re- 
pealed or  amended  by  the  merchant  marine  act. 

The  United  States  Shipping  Board  has  taken  the  position  that 
the  provisions  of  section  19  are  applicable  to  the  Interstate  Com- 
merce Commission.  With  this  view  we  are  not  in  accord.  How- 
ever, recognizing  the  desirability  of  co-operation  between  different 
branches  of  the  Government,  and  the  benefits  to  be  derived  from 
joint  consultation,  we  have  appointed  a  committee  to  confer  with 
a  like  committee  from  the  Shipping  Board  upon  matters  of  common 
interest  and  concern.  But  we  feel  that  decision  in  such  matters  as 
have  been  placed  within  our  jurisdiction  by  the  interstate  commerce 
and  related  acts  must  lie  with  us  just  as  determination  of  matters 
placed  primarily  within  the  jurisdiction  of  the  Shipping  Board  by 
the  acts  under  which  it  functions  must  lie  with  that  tribunal.  It 
is  desirable  that  section  19  of  the  merchant  marine  act  be  amended 
specifically  to  exclude  this  Commission  from  its  operation. 

The  Commission's  analysis  of  section  28,  in  the  course  of 
which  it  brings  out  facts  that  create  the  impression  that  the 
rate  body  desires  the  repeal  of  that  section,  is  as  follows: 

Section  28  of  the  merchant  marine  act,  1920,  provides  that  no 
lower  rate,  fare,  or  charges  shall  be  charged,  collected,  or  received  for 
the  transportation  within  the  United  States  of  persons  or  property 
in  foreign  commerce  than  is  charged  for  like  transportation  in  domes- 
tic commerce,  unless  the  water  transportation  from  or  to  the  port  of 
export  or  import  shall  have  been  or  is  to  be  in  a  vessel  documented 
under  the  laws  of  the  United  States.  It  also  authoiizes  us,  upon  the 
certification  of  the  Shipping  Board  that  adequate  shipping-  facilities 

•e  not  afforded  by  vessels  documented  under  the  laws  of  the  United 
States,  to  suspend  the  operation  of  the  provisions  of  this  section  and 
to  terminate  the  suspension  upon  further  certification  of  the  Shipping 
Board  that  adequate  facilities  are  so  afforded.  Upon  appropriate 
certifications  received  from  that  Board,  we  have  suspended  the  opera- 
tion of  the  provisions  of  this  section  indefinitely. 

The  effect  which  thp  operation  of  section  28  may  have  upon  the 
flow  of  commerce  through  different  ports,  and  the  possible  resultant 
injury  to  some  ports,  merit  the  serious  consideration  of  the  Congress 
Rail  carriers,  in  making  export  or  import  rates,  frequently  group 
the  ports  in  a  given  region,  such,  for  instance,  as  the  gulf  region  and 
e  lowest  domestic  rate  to  or  from  any  port  in  the  group  upon  the 
particular  description  of  traffic  under  consideration  is  published  as 

le  export  or  import  rate  on  that  traffic  to  or  from  all  ports  within 

group.      The    grouping   is   of   benefit   to   shippers   as   well  Is    to 

the  ports   affected,   each  one   of  which   is  nearer  to   some   points   of 


origin,  and  more  distant  from  others,  than  any  of  the  other  ports. 
It  follows  that  between  certain  origins  and  certain  ports  export  or 
import  and  domestic  rates  are  on  a  substantial  parity.  Even  in  the 
absence  of  such  grouping  the  difference  between  the  export  or  import 
and  domestic  rates  to  or  from  various  ports  is  materially  greater  in 
some  instances  than  in  others.  When  section  28  becomes  operative 
it  is  probable  that  export  and  import  shipments  moving  in  foreign 
vessels  will  seek  the  ports  having  the  lowest  domestic  rates  and  at 
these  ports  the  foreign  vessels  will  be  able  to  compete  upon  practically 
equal  terms  with  the  United  States  vessels.  The  ultimate  effect  of 
section  28  may  be  merely  to  divert  traffic  from  certain  ports  to  others 
with  little  or  no  gain  in  tonnage  for  United  States  vessels. 

The  adequacy  or  inadequacy  of  shipping  facilities  afforded  by 
vessels  documented  under  the  laws  of  the  United  States  may  vary 
from  time  to  time,  dependent  upon  market  conditions  and  the  hazards 
of  operation.  It  may  become  desirable,  when  adequate  shipping 
facilities  at  particular  ports  are  afforded  by  vessels  so  documented, 
to  terminate  the  suspension  of  the  operation  of  section  28  with 
respect  to  those  ports  but  not  as  to  others.  Subsequent  developments 
may  make  renewed  suspension  necessary.  The  construction  and 
maintenance  of  port  facilities  are  costly,  and  if  the  use  of  ports 
is  to  be  made  variable  and  shifting  under  the  operation  of  this  sec- 
tion that  cost  will  be  reflected  in  varying  proportions  in  the  charges 
to  be  borne  by  the  shipping  public. 

Another  aspect  also  merits  careful  consideration.  A  large  part 
of  our  exports  of  grain,  for  example,  move  by  rail  under  transit 
arrangements  which  permit  of  elevation,  storing,  grading,  or  other 
treatment  within  a  limited  period,  as  for  instance  12  months,  at  the 
transit  point,  and  forwarding  on  the  balance  of  the  through  rate  in 
effect  at  the  time  and  from  the  place  of  original  movement.  If 
section  28,  now  suspended,  should  become  operative  shipments  of 
grain  could  thereafter  be  carried  in  the  same  train  from  the  same 
elevator  to  the  same  port  for  the  same  foreign  vessel,  on  some  of 
which  the  balance  of  the  through  export  rate,  which  was  in  effect 
perhaps  a  year  before,  will  be  collected,  and  on  other  of  which  the 
higher  domestic  rate  must  be  collected.  If  for  some  cause  the 
suspension  should  be  renewed,  grain  which  had  left  the  country 
elevator  while  section  28  was  operative  would  still  take  the  domes- 
tic rate  from  the  transit  point  and  grain  originally  shipped  during 
the  new  suspension  would  take  the  export  rate,  although  moving 
together  from  the  same  market  to  the  same  port  for  the  same  for- 
eign vessel.  The  difficulty  of  policing  such  situations  will  be  great. 
Moreover,  grain  dealers  at  primary  markets  name  prices  to  foreign 
purchasers  on  grain  delivered  at  the  port.  The  purchasers  arrange 
for  the  vessel  and  the  dealer  can  not  tell,  in  naming  his  price, 
whether  or  not  a  foreign  vessel  will  be  selected  by  the  purchaser. 
Obviously  the  dealers'  risk  of  loss  will  be  great,  and  the  effect  upon 
commerce  most  prejudicial. 

In  our  judgment  the  Congress  should  take  such  action  with 
respect  to  this  section  as  may  be  necessary  to  obviate  unnecessary 
conflict  with  the  needs  and  usages  of  inland  transportation. 

Legislative  Recommendations 

In  its  summary  of  recommendations  for  legislation,  the  Com- 
mission renewed  those  of  former  reports  that  the  power  to 
award  reparation  be  placed  in  the  courts,  so  hedged  about  that 
shippers  would  again  have  to  go  through  the  routine  from  which 
those  who  framed  the  interstate  commerce  law  are  supposed  to 
have  intended  they  should  be  relieved;  that  the  law  affirma- 
tively recognize  what  the  Commission  said  in  the  Item  Biscuit 
and  other  cases — namely,  that  private  damages  do  not  neces- 
sarily follow  a  violation  of  the  act;  and  that  provision  be  made 
that  sections  8,  9  and  16  be  construed  to  mean  that  no  one  is 
entitled  to  reparation  except  to  the  extent  that  he  shows  dam- 
age under  the  rule  laid  down  by  the  Supreme  Court  in  the  Inter- 
national Coal  case.  Nearly  every  point  in  that  recommenda- 
tion has  been  fought  by  shippers  who  felt  that  they  should 
have  their  money  returned  to  them  every  time  the  Commission 
said  railroad  violated  the  law,  without  any  other  showing  than 
that  the  carrier  obtained  the  money  by  no  method  other  than 
the  disregard  of  the  statute. 

The  Commission's  summary  of  recommendation  is  as 
follows : 

1.  That  section  1  of  the  interstate  commerce  act  be  amended  to 
provide   for  the   punishment  of  any   person   offering  or   giving   to    an 
employe  of  a  carrier  subject  to  the  act  any  money  or  thing  of  value 
with   intent    to   influence   his   action   or   decision   with   respect   to   car 
service,     and    to    provide    aslo    for    the    punishment    of    the    guilty 
employe. 

2.  That     the     boiler-inspection     act,     as     amended,     be     further 
amended    to    provide    for    increases    in    the    number    and    salaries    of 
inspectors. 

3.  That  the  use   of  steel   cars  in  passenger-train   service   be  re- 
quired, and  that  the  use  in  passengers  trains  of  wooden  cars  between 
or  in  front  of  steel  cars  be  prohibited. 

4.  That  the  hours  of  service  act  of  March  4,  1907   (34  Stat.,  1415; 
8    Comp.    Stat.    1916,    p.    9448),    be    so    amended    that    it    will    require 
all  service  of  employes   subject   to   the   act  to   be   construed   as   con- 
tinuous  service,   except  that   if  an   employe   is   given  a   release   from 
duty    for  a   definite  period   of  not   less   than   three   hours,    and   under 
such  circumstances  that  the  employe  has  proper  facilities  and  oppor- 
tunities for  securing  rest  during  such  relief  period,  such  relief  period 
can  be  used  to  break  the   continuity  of  the   service  and  the  service 
ceases  to  be  continuous  and  becomes  aggregate   service. 

5.  That   the  power  to  award   reparation  be  placed  wholly  in  the 
courts;    that  a   condition  precedent   to   an   award   of   reparation   by  a 
court  for  unreasonable  rates  or  charges  be  that  we  have  found  such 
rates  or  charges  unreasonable  as  of  a  particular  time;   that  the  law 
affirmatively  recognize  that  private  damages  do  not  necessarily  follow 
a  violation  of  the  act;  that  provision  be  made  that  sections  8,  9,  and 
16  of  the  interstate  commerce  act  shall  be  construed  to  mean  that  no 
person  is  entitled  to  reparation  except  to  the  extent  that  he  shows  he 
has  suffered  damage;  and  that  the  law  should  provide  that  if  a  rate 
is   found   to  be   unreasonable   the   rule   of   damages   laid   down   in   the 
International  Coal   Case,   230  U.   S.,   184,   should   control. 

6.  That  section  20a  of  the  interstate  commerce  act  be  so  amended 
as    to    indicate    definitely    the    classes    of   electric    railway    companies 
subject  to  that  section. 

7.  That    paragraphs    (4)    to    (8).    inclusive,    of   section    5    of    the 
interstate  commerce   act  be   so   amended  or   supplemented  as   clearly 
19  provide  whether  and.   if  so,   how  voluntary   consolidations   of  car- 
riers may  be  effected  pending  ultimate  adoption  by  us  of  a  complete 
plan  of  consolidation. 

8.  That  section  19  of  the  merchant  marine  act,  1920,  be  amended 
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Ship  Through  the 

Port  of  Los  Angeles 

48  Steamship  Services  Reaching  Over  100  World  Ports 

LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 

Write  for  Illustrated  Book,  Port  Map*  and  Harbor  Information 

Board    of    Harbor    Commissioners 

EDGAR  McKEE,  President 

SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


LUMBER  AT  TIDEWATER 

The  proof  of  the  efficiency  of  any  ocean  terminal  lies  not  only  in 
the  speed  and  economy  with  which  lumber  can  be  unloaded  from  cars, 
stored  and  rehandled  to  ships,  but  in  the  track  layout  that  allows  the  least 
delay  in  switching  cars  alongside  for  direct  loading,  so  that  the  steamer 
itself  may  receive  speedy  dispatch. 

The  PORT  OF  TACOMA  on  its  PIER  ONE  offers  a  co-ordinated 
system  of  ship  side  and  storage  trackage  through  which  cars  may  be 
spotted  at  any  hatch  without  seriously  disturbing  the  working  of  the  rest 
of  the  ship.  Under  all  conditions  we  give  SERVICE. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  Washington 
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so  that  its  provisions  will  clearly  not  be  applicable  to   the  Interstate 
Commerce  Commission. 

9.  That  section  28  of  the  merchant  marine  act,  1920,  be  recon- 
sidered by  the  Congress  in  the  light  of  the  circumstances  set  forth 
in  the  chapter  on  the  effect  of  this  statute  appearing  at  pages  13  and 
14  of  this  report. 

While  most  of  the  report  is  a  recital  of  things  that  have 
been  published  in  the  Traffic  World  at  the  time  they  were  done, 
there  are  some  facts  brought  out,  chiefly  in  the  form  of  compila- 
tions, that  are  new. 

As  before  set  forth,  the  Commission  authorized  the  con- 
struction of  only  404,705  miles  of  new  lines  of  railroad,  while 
in  the  same  period  it  authorized  the  abandonment  of  701,938 
miles.  The  longest  lines  authorized  were:  Idaho  Central,  90 
miles;  Jackson  &  Eastern,  61;  Union  Pacific,  43.4;  and  Wichita 
Falls  &  Southern,  44  miles.  The  longest  lines  it  authorized 
to  be  abandoned  were:  Duluth  &  Northern  Minnesota,  99.2 
miles;  Hawkinsville  &  Florida  Southern,  92.97  miles;  Alabama 
&  Mississippi,  77.75  miles,  and  Ocean  Shore  Railroad  Co.,  53.92. 

These  authorizations  were  part  of  the  work  of  the  bureau 
of  finance,  which  received  79  applications  for  certificates  of 
convenience  and  necessity,  39  of  which  were  for  new  construc- 
tion and  40  for  the  abandonment  of  whole  or  parts  of  railroads. 

Another  fact  in  connection  with  the  work  of  the  bureau  is 
that  it  is  preparing  a  questionnaire  and  form  of  return  for 
the  determination  and  recovery  of  excess  income,  under  the 
recapture  part  of  section  15a.  There  are  a  few  railroads,  the 
monthly  returns  of  which  indicate  that  they  will  have  a  net  in 
excess  of  6  per  cent  and,  therefore,  under  the  statute,  will  be 
asked  to  surrender  half  of  the  excess  for  deposit  in  the  revolv- 
ing fund. 

In  the  year,  283  applications  for  the  issuance  of  securities 

were  received  and  certificates  were  given  allowing  the  issuance 

"of  stocks,  bonds,  notes  and  miscellaneous  evidences  of  capital 

or   debt,   chiefly   for  refunding   purposes,   amounting   to   $1,715,- 

601,624. 

The  bureau  also  ascertained  that  the  claims  of  the  short 
1'nes  on  account  of  deficits  incurred  under  federal  control  while 
they  were  operating  their  roads  for  the  government's  account 
amounted  to  $11,079,099,  from  which  deductions  will  be  made  so 
that  the  net  to  be  paid  has  been  estimated  to  be  $6,825,512. 

Reports  to  the  bureau  enabled  the  Commission  to  estimate 
that  the  total  amount  payable  under  the  guaranty  section  will 
be  about  $536,000,000,  of  which  all  but  $105,500,000  has  been  paid, 
$263,935,873  in  the  form  of  advances,  $165,862,775  as  partial  pay- 
ments and  $721,658  in  final  settlements  under  section  209g. 

As  to  the  operations  under  the  section  authorizing  loans  to 
carriers,  the  Commission  said  that  approximately  $103,000,000, 
counting  the  $40,000,000  set  aside  for  designated  purposes,  would 
be  available  if  Congress  should  extend  the  loan  section  beyond 
its  expiration  date,  February  28,  1922. 

Certifications  of  standard  return,  for  588  carriers  have  been 
completed,  and  the  total  is  $945,428,123.  That  sum  is  subject 
to  corrections.  The  Commission  corrected  137  certificates  of 
standard  return  and  ascertained  that  19  tentative  certificates 
had  been  properly  issued. 

In  the  year,  1,487  formal  docket  complaints  were  filed,  900  of 
which  were  sent  in  in  February  when  the  big  rush  took  place 
to  file  before  March,  an  increase  cf  447  over  the  previous  year. 
The  Commission  decided  840  and  181  were  dismissed  on  stipu- 
lations, making  1,021  cases  disposed  of  in  comparison  with  620 
the  previous  year.  The  Commission  conducted  1,616  hearings 
and  took  185,111  pages  of  testimony  in  comparison  with  1,303 
hearings  in  the  preceding  year  which  made  a  record  of  150,986 
pages  of  testimony.  In  the  year  7,811  informal  cases  were 
docketed,  an  increase  of  3,603.  largely  attributed  to  the  filing  of 
overcharge  claims,  which  numbered  2,350,  counting  all  the  claims 
filed  by  a  given  shipper  as  one  claim.  Refunds  amounting  to 
$798,278  were  authorized. 

Carriers  filed  103,748  tariff  publications  and  201,656  concur- 
rences. A  large  majority  of  the  changes,  the  Commission  said, 
caused  reductions  in  charges,  many  of  the  reductions  being  due 
to  readjustments  made  necessary  by  the  inequalities  created  by 
Ex  Parte  No.  74.  Out  of  that  mass  of  tariffs,  the  Commission 
picked  207  kinds  of  tariffs  or  supplements  thereto  and  put  them 
on  its  investigation  and  suspension  docket.  That  was  an 
increase  of  141.  Suspensions  were  requested  in  444  instances. 
In  one  of  the  suspension  cases  (I.  and  S.  No.  1303)  more  than 
1,000  tariffs  and  more  than  100,000  rates  were  involved. 

In  telling  what  the  bureau  of  service  did,  the  Commission 
said  that  the  only  strain  on  equipment  was  caused  by  the  "unpre- 
cedented movement  of  grain."  From  January  1,  to  October  1, 
the  total  of  cars,  loaded  with  grain  and  grain  products  was 
1,735,189,  as  against  1,378,975  and  1,518,882  cars  in  the  cor- 
responding period  of  1920  and  1919. 

With  regard  to  its  valuation  work  the  Commission  said 
that  all  field  work  had  been  completed  and  that  98  per  cent  of 
the  accounting  work  had  been  furnished,  so  that  all  district  of- 
fices were  slated  for  abandonment.  A  concentration  of  the  valua- 
tion work  personnel  in  Washington  will  take  place  soon.  Ten- 
tative valuations  have  been  issued  on  the  properties  of  193  car- 
riers. Considerable  time  was  spent  in  going  back  over  55  ten. 
tative  valuations  issued  in  the  preceding  year  on  account  of 


the  decision  of  the  Supreme  Court  of  the  United  States  in 
the  Kansas  City  Southern  case,  but  the  implication  from  the  re- 
port is  that  the  work  of  the  valuation  bureau  is  rapidly  near- 
ing  an  end,  so  that  soon  every  railroad  company  will  know  what 
the  Commission  thinks  its  property  was  worth  on  the  valuation 
date. 


INTERLOCKING  DIRECTORATES 

The  Commission  has  approved  the  application  of  officials 
of  the  following  companies  to  retain  their  -positions  under  par- 
agraph 12  of  section  20-a  of  the  interstate  commerce  act:  Ne- 
vada Northern,  Bingham  &  Garfield,  Ray  &  Gila  Valley,  Sacra- 
mento Valley  &  Eastern,  Copper  River  &  Northwestern,  Cripple 
Creek  &  Colorado  Springs,  and  Midland  Terminal  Railway;  the 
Minneapolis  &  St.  Louis  and  the  Toledo,  St.  Louis  &  Western; 
Savannah  River  Terminal  Railway  Co.,  the  Pere  Marquette  and 
the  Fort  Street  Union  Depot  Co.,  the  Des  Moines  Union  Railway 
and  Iowa  Transfer  Railway;  the  Woodstock  Railway,  Central 
Vermont  and  the  Missouri,  Kansas  &  Texas;  the  Bessemer  & 
Lake  Erie,  the  Pittsburgh,  Bessemer  &  Lake  Erie,  the  Meadville, 
Conneaut  Lake  &  Linesville,  the  Union  Railroad  Co.,  the  Monon- 
gahela  Southern  and  the  St.  Clair  Terminal.  Allan  C.  Reariok 
was  authorized  to  hold  positions  with  the  Chesapeake  &  Ohio, 
the  Chesapeake  &  Ohio  Northern,  the  Covington  &  Cincinnati 
Elevated  Railroad  &  Transfer  &  Bridge  Co.,  the  Cincinnati  Inter- 
Terminal  Railroad,  the  Norfolk  Terminal  &  Transportation  Co., 
the  Hocking  Valley,  the  Levisa  River  of  Kentucky  and  also  of 
Virginia;  the  Chicago,  Rock  Island  &  Pacific;  the  Missouri,  Kan- 
sas &  Texas.  The  application  of  W.  B.  Brooks  to  hold  'positions 
with  the  Canton  Railroad,  the  Maryland  &  Pennsylvania,  and  the 
Maryland  &  Pennsylvania  Terminal  Railway  Co.  was  approved. 

Orders  have  been  issued  by  the  Commission  authorizing 
officials  of  the  companies  named  to  hold  positions  in  each  of 
the  companies  named:  Apalachicola  Northern  Railroad  Com- 
pany and  the  Port  St.  Joe  Dock  &  Terminal  Railway  Company; 
the  Kauai  Railway  Company,  the  Kahului  Railroad  Company, 
the  Koolau  Railway  Company,  Ltd.,  the  Hawaii  Consolidated 
Railway,  Ltd.,  and  the  Oahu  Railway  &  Land  Company,  the 
Ontonagon  Railroad  Company  and  the  Houghton,  Chassell  & 
Southwestern  Railroad. 

The  Commission  has  issued  an  order  authorizing  officials  of 
the  Pittsburg,  Bessemer  &  Lake  Erie,  the  Bessemer  &  Lake 
Erie,  the  Union  Railroad  Co.,  the  Monongahela  Southern,  St. 
Clair  Terminal,  Pittsburgh  &  Ohio  Valley,  Etna  &  Montrose, 
Sharon  Connecting,  Youngstown  &  Northern,  Pittsburgh  &  Lake 
Erie,  Meadville,  Conneaut  Lake  &  Linesville  to  retain  their  posi- 
tions under  section  20-a  of  the  act. 


ASHLAND  COAL  &  IRON  NOTES 

The  Commission  has  authorized  the  Ashland  Coal  &  Iron 
Railway  Company  to  issue  its  promissory  note  or  notes  for  not 
exceeding  $180,000,  payable  to  the  order  of  the  Ashland  Iron  & 
Mining  Company  four  months  after  date,  with  interest  at  6 
per  cent,  to  cover  current  indebtedness  now  carried  in  open 
account,  and  to  issue  from  time  to  time  its  four-month  6  per 
cent  promissory  note  or  notes  for  not  exceeding  $180,000  in 
renewal  thereof  for  a  period  not  exceeding  two  years. 


FT.   W.   &   RIO   GRANDE    NOTE 

The  Fort 'Worth  &  Rio  Grande  Railway  Co.  has  filed  an 
application  with  the  Commission  asking  authority  to  issue  a 
demand  promissory  note  for  $92,882.95  for  delivery  to  the  St. 
Louis-San  Francisco  Railway  Co.  The  note  will  cover  indebt- 
edness of  the  Fort  Worth  to  the  St.  L.-S.  F.  for  additions  and 
betterments. 


Digest  of  New  Complaints 

• • 

No.   13314.     West  Coast  Lumbermen's  Association,  Portland,  Ore.,  vs. 
Abilene  &  Southern  et  al. 

Inherently  and  relatively  unjust  and  unreasonable  rates  on  lum- 
ber and  forest  products  from  points  of  origin  in  Oregon  and  Wash- 
ington and  in  British  Columbia,  to  points  of  destination  on  and 
east  of  a  line  drawn  through  Pocatello,  Idaho,  through  Missoula 
and  Essex.  Mont.  Asks  just  and  reasonable  and  fairly  related 
rates  and  reasonable  joint  rates  on  lumber  and  forest  products  to 
points  of  destination  in  C.  F.  A.  territory  in  lieu  of  combination 
through  rates  now  legally  applicable. 

No.    13315.      Arlington    Silver   Mining  Co.,   Spokane,   Wash.,   vs.    Great 
Northern    et    al. 

Unjust,  unreasonable  and  discriminatory  rates  on  ore  from 
Okanogan,  Wash.,  to  Bradley,  Idaho,  because  defendants  deny 
petitioner  right  to  bill  and  ship  ore  at  a  valuation  declared  in  writ- 
ing and  consistent  with  actual  net  value  of  ores  as  delivered  at 
the  smelter  at  Bradley.  Asks  just  and  reasonable  rules  and  rates. 

No.   13316.     Spencer  Kellogg  &  Sons,   Inc.,   New  York  City,   vs.   West 
Shore  et  al. 

Unlawful,  unreasonable  and  discriminatory  rates  on  castor  oil 
in  glass  bottles  from  Edgewater,  N.  J.,  to  Chicago,  111.,  because 
higher  than  those  imposed  on  camphor,  olive  and  other  oils.  Asks 
Just  and  reasonable  rates  and  reparation. 

No.   13317.     Mitsui  &   Co.,  Ltd.,   Seattle.  Wash.,   vs.   Director-General, 
as  agent,  and  Oregon-Washington  Railroad  &  Navigation  Co. 

Excessive  and  unreasonable  switching  charges  on  tank  cars  of 
OH  at  Seattle.  Asks  reparation. 
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Dependable  Service  and  Dispatch 

Mr.  Traffic  Man,  in  routing  your  shipments  you  naturally  consider  the  dependability 
of  the  service  offered  and  the  dispatch.  We  have  not  mentioned  the  rates  here  since 
it  is  generally  understood  that  the  Port  of  Galveston  has  the  same  or  lower  rates  as 
other  ports  to  all  points  west  of  the  Mississippi  River  and  the  Indiana-Illinois  State 


Line. 


The  Port  of  Galveston 


is  accessible  to  all  this  vast  territory  either  through  its  own  trunk  lines  or  connec- 
tions. The  rail  service  is  unexcelled,  due  to  natural  operating  conditions,  and  the 
dispatch  at  the  Port  is  the  best  in  the  United  States,  due  to  the  excellent  layout  of 
our  terminal  facilities. 

"Follow  the  line  of  least  resistance — and  ship  through  Galveston." 
It  will  pay  you  to  investigate  our  facilities. 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department, 
TraBc  B«r»lc«  Corporation,  Colorado  Building,  Washington,  D.  C. 


Liability  of  Packet  Company  for  Loss  of  Freight,  Due  to  Sinking 

of  Boat 

West  Virginia. — Question:  On  November  17  a  packet  boat 
plying  between  Cincinnati,  O.,  and  Charleston,  W.  Va.,  sank, 
with  complete  loss  of  all  freight  carried.  Kindly  give  us  your 
opinion  as  to  the  measure  of  liability  of  the  owners  of  the  boat 
for  its  cargo. 

Answer:  The  liability  of  the  packet  company  is  governed 
by  the  limited  liability  statutes  of  Congress. 

The  law  of  limited  liability,  having  been  enacted  by  Con- 
gress as  part  of  the  general  maritime  law  of  the  United  States, 
is  co-extensive  in  its  operation  with  the  whole  territorial  domain 
of  that  law,  and  extends  to  the  ocean,  the  Great  Lakes  and 
rivers,  and  all  public  navigable  water  of  the  United  States  con- 
necting therewith. 

The  statutes  apply  to  a  disaster  happening  on  a  river  above 
tidewaters,  or  within  the  limits  of  a  county,  notwithstanding 
the  liability  itself  arises  from  a  state  law.  They  do  not,  how- 
ever, extend  to  navigable  waters  wholly  within  a  single  state 
having  no  exterior  connections,  except  when  utilized  under 
common  control  in  connection  with  the  railroads  for  interstate 
commerce. 

In  the  application  of  the  limited  liability  statutes  of  Con- 
gress, the  value  of  the  owner's  interest  in  ship  and  freight  is 
taken  as  of  the  termination  of  the  voyage  on  which  the  debt 
or  damage  is  incurred,  regardless  of  the  condition  in  which 
the  vessel  may  be.  In  case  she  is  sunk,  or  the  voyage  is  other- 
wise broken  up  by  causes  beyond  the  owner's  control,  the  voy- 
age is  then  terminated,  and  the  owner's  liability  is  limited  to 
the  ship's  value  just  after  the  event.  If,  therefore,  she  is  a 
total  loss,  and  no  freight  has  been  earned,  the  liability  ceases. 
The  Scotland,  105  U.  S.  24. 

Conversion — Measure  of  Damages  for 

Ohio. — Question:  A  commission  firm  (A)  made  a  shipment 
of  a  car  of  lumber  to  a  consignee  (B).  The  destination  agent 
delivered  this  car  to  the  wrong  consignee  (C).  C  had  placed 
an  order  for  lumber  with  A  and  thought  that  the  lumber  in  the 
car  belonged  to  him  and  unloaded  and  used  it.  A  refused  to 
accept  settlement  from  C,  holding  the  delivering  line  for  settle- 
ment. The  kind  and  quality  of  lumber  in  the  car  had  to  be 
furnished  to  B  and,  owing  to  an  advance  in  price,  the  amount 
of  claim  against  the  carrier  was  based  on  the  market  price  or 
replacement  value.  The  carrier  refused  to  settle  at  any  figure 
other  than  the  original  invoice  price  to  B.  Can  the  delivering 
line  be  held  for  the  replacement  value  of  the  lumber? 

Answer:  A  shipper  may  bring  suit  against  either  the  party 
to  whom  a  car  is  delivered  in  error  and  who  has  used  the  goods 
or  against  the  carrier  for  conversion  in  making  delivery  to  the 
wrong  party.  If  against  the  former,  the  measure  of  recovery 
is  the  reasonable  value  of  the  goods  at  the  time  of  conversion, 
while  the  carrier  is  liable  for  the  market  value  at  the  time 
and  place  of  conversion,  less  freight  charges. 
Freight  Charges — Liability  for  Additional  Charges  Resulting  from 

Consignee    Reconsigning  Car  Originally  Consigned  to   Deliv- 
ery Point  Specified   in  Contract  of  Sale 

Ohio. — Question:  Jones  sold  Brown  a  car  of  lumber  f.  o.  b. 
Pindlay,  O.,  reconsigning  via  Big  Four  a  car  in  transit  from 
Laurel,  Miss.,  to  Cincinnati. 

Car  was  delayed  en  route,  so  that  four  weeks  after  purchase 
Brown  decided  he  needed  the  car  at  Carey,  O.,  and,  without 
saying  a  word  to  Jones,  placed  instructions  with  agent  of  the 
Big  Four  Railway,  Carey,  O.,  to  deliver  car  to  his  Carey  yard. 
Brown  paid  freight  on  basis  of  through  rate,  Laurel  to  Carey, 
plus  charge  for  reconsignment,  deducting  same  from  Jones' 
invoice.  Carrier  has  presented  bill  for  undercharge  based  on 
local  rate  Laurel  to  Cincinnati-Cincinnati  to  Carey,  account  car 
reconsigned  a  second  time. 

Brown  claims  he  is  not  liable  for  the  undercharge,  as  Carey 
takes  same  rate  as  Findlay,  and  he  certainly  has  the  right  to 
reconsign.  Jones  claims  Brown  is  liable,  as  he  interfered  with 
contract  Jones  made  with  carrier  to  deliver  car  at  Findlay,  as 
well  as  his  contract  to  deliver  car  f.  o.  b.  Findlay.  Who  is 
liable  for  the  undercharge? 


Answer:  Under  the  contract  of  sale,  Findlay,  O.,  and  not 
Carey,  O.,  was  the  point  at  which  Jones  obligated  himself  to 
deliver  the  freight  and  assume  the  freight  charges  for  trans- 
portation thereto,  and,  therefore,  any  freight  charges  beyond 
those  which  would  have  accrued  had  car  been  delivered  at 
Findlay  should  be  assumed  by  Brown.  The  transportation  be- 
yond Findlay  was  performed  at  the  instance  of  Brown  and,  un- 
less a  contract  of  sale  specifies  that  the  shipper  must  fill  the 
order  with  a  consignment  which  can  be  reconsigned  at  the 
through  rate  from  the  point  of  shipment  to  point  beyond  the 
point  of  delivery  specified  in  the  contract  of  sale,  if  desired,  no 
obligation  rests  upon  the  shipper  to  do  so. 
Damages — Measure  of 

Pennsylvania. — Question:  A  shipment  was  made  f.  o.  b.  mill, 
freight  allowed.  The  freight  was  therefore  deducted  from  the 
shipper's  invoice.  A  shortage  occurred  and  we  added  freight 
and  war  tax  to  the  amount  of  loss  in  our  claim  against  the 
carrier.  The  carrier  has  declined  to  allow  the  prepaid  charges, 
although  it  cannot  furnish  us  with  authority  for  doing  so.  We 
contend  that  the  carrier  is  liable  for  the  freight  on  the  lost  ma- 
terial and  we  stated  to  the  carrier  that  we  would  be  willing  to 
render  credit  for  same  to  the  shipper. 

We  cannot  find  a  ruling  pertaining  to  a  similar  transaction 
and  ask  that  you  give  us  your  opinion  in  the  matter. 

Answer:  If  the  destination  value  is  used,  then,  under  the 
decisions  of  a  majority  of  the  courts,  that  value,  after  deducting 
freight  charges,  is  the  proper  basis  for  the  claim,  for  while  a 
carrier  is  not  entitled  to  freight  charges  where  he  fails  to  per- 
form his  obligation  to  deliver  in  good  condition,  yet  the  shipper 
is  not  entitled  to  the  increased  value  of  the  goods  due  to  their 
transportation,  but  only  to  the  net  value  at  destination,  which 
is  arrived  at  by  deducting  from  the  destination  value,  the 
amount  of  the  freight  charges.  If,  on  the  other  hand,  the  in- 
voice value  at  point  of  origin  is  used,  the  shipper  or  owner  is 
entitled  to  a  return  of  freight  charges  paid. 

Overcharges — Time   for   Filing   with    Commission 

New  York.— Question :  With  reference  to  Senate  bill  621, 
which  refers  to  the  extending  of  time  in  which  to  place  straight 
overcharges  occurring  during  federal  control  of  the  road,  please 
advise  whether  this  bill  will  become  void  providing  no  action 
is  taken  on  same  by  the  House  before  March  1,  1922. 

Answer:  Senate  bill  No.  621  has  been  amended  and,  if 
enacted  into  law  as  amended,  will  provide  for  the  filing  of  claims 
for  overcharges  with  the  Interstate  Commerce  Commission  on 
or  before  September  1,  1922. 

Delivery  of  Freight  at  Non-Agency  Stations — Liability  of  Carrier 
for  Loss  or  Damage  After  Arrival 

Ohio. — Question:  We  have  a  claim  against  carrier  almost 
identical  to  that  described  under  "Ohio,"  on  page  540  of  Traffic 
World,  dated  Sept.  18,  1920. 

Our  claim  was  in  like  manner  supported  by  duly  sworn 
affidavits  of  both  shipper  and  consignee.  Carrier  contends  car 
was  delivered  to  consignee  under  original  loading  seals,  which 
fact  they  claim  to  have  developed  from  the  records  of  the  con- 
ductor who  set  the  car  off  at  destination,  and  that  they  are 
not  responsible  for  any  loss  occurring  after  shipments  are  un- 
loaded or  delivered  at  a  non-agency  station.  Shipment  was  un- 
loaded by  consignee  within  the  48-hour  free-time  limit.  Can 
you  refer  us  to  any  recent  ruling  or  decision  that  would  hold 
the  carrier  liable  in  this  instance? 

Answer:  A  railroad  company  is  not  required  by  law  to 
keep  a  warehouse  or  a  depot  at  every  station  along  its  line,  and 
may  lawfully  stipulate,  either  expressly  or  by  implication,  that 
it  will  assume  no  liability  as  warehouseman  at  a  flag  station 
where  it  has  no  depot  nor  agent,  and  that,  when  the  goods  have 
been  delivered  on  a  siding  or  placed  on  a  platform,  delivery  will 
be  considered  complete  and  the  carrier  exonerated  from  any 
further  responsibility. 

In  the  case  of  Y.  &  M.  V.  R.  R.  Co.  vs.  Nichols  &  Co., 
Case  No.  216,  October  Term,  1920,  decided  June  1,  1921,  the  Su- 
preme Court,  in  speaking  of  the  liability  of  carriers  for  loss 
of  goods  delivered  at  both  agency  and  non-agency  stations,  said: 

Less  than  carload  frejght  awaiting  shipment  must  ordinarily  he 
left  on  the  station  platform  to  be  picked  up  by  passing  train  and  lots 
arriving  must  be  dropped  on  the  platform  to  be  called  for  by  the  con- 
signee. At  such  stations  the  situation  in  respect  to  carload  freight 
is  not  materially  different.  And  this  is  true  whether  the  car  be  loaded 
for  shipment  on  the  public  siding  or  on  a  neighboring  private  siding. 
and  whether  the  arriving  loaded  car  be  shunted  onto  a  public  siding 
or  a  private  siding.  There  carload,  as  well  as  less  than  carload, 
freight,  whether  outgoing  or  incoming,  must  ordinarily  be  left  un- 
guarded for  an  appreciable  time.  It  is  not  unreasonable  that  shippers 
at  such  stations  should  bear  the  risks  naturally  attendant  upon  the 
use.  The  reason  why  an  agent  is  not  appointed  is  that  the  traffic 
to  and  from  the  station  would  not  justify  the  expense.  The  station  is 
established  for  the  convenience  of  shippers  customarily  using  It.  And 
the  paragraph  here  in  question  was  apparently  designed  to  shift  the 
risk  from  the  carrier  to  shipper  or  consignee  of  both  classes  of  freight. 
t  does  so  in  the  case  of  less  than  carload  freight  by  having  the 
carrier  s  liability  begin  when  the  goods  are  put  on  hoard  cars  and  end 
when  they  are  taken  off.  It  does  so  in  the  case  of  carload  freight  by 
limiting  the  liability  to  the  time  when  the  car  Is  attached  to  or 
detached  from  the  train.  But.  at  a  station  where  there  Is  a  regularly 
appointed  agent  it  would  be  obviously  unreasonable  to  place  upon  the 
shipper,  after  a  bill  of  lading  has  issued,  the  risks  attendant  upon 
the  loaded  car  remaining  on  the  public  siding  because  it  has  not  yet 
been  convenient  for  the  carrier  to  start  It  on  its  journey. 
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Because  You  Are 
Vitally  Interested 


IN  THE 


General  Rate 
Inquiry  Hearings 


Which  Are  to  Be  Begun  on 

DECEMBER  14 

You  will  be  glad  to 
know  that  they  will 
be  promptly,  fully 
and  carefully  reported 


IN 


The  Daily  Traific  World 

and  that  we  will  ac- 
cept your  trial  sub- 
scription to  this  ex- 
pedited service  for 
a  period  of  Thirty  or 
Sixty  Days. 

Samples  and  full  information  free 

The  Traffic  Service  Corporation 

418  South  Market 
CHICAGO,  ILL. 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  NOMENTUM  .  Dec.  12        SS  EASTERN  SAILOR   .  Jan.  23 
SS  WEST  KADER    ....  Jan.    2        SS  VINITA    .......  Feb.  13 

Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE  ...  Dec.  17 
SS  WEST  KEATS  ____  Jan.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO., 


UNITED  AMERICAN  LINES,  INC.,    327  *$££  s-J',f  *"•* 
R.  T.  JOHNS  &  COMPANING., 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.  The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2%  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due  to  tuberculosis  is  more  than 
$500,000,000  annually.  , 
It  is  your  responsibility  to  combat 
this  human  and  economic  waste. 


Do  it  with  Christmas  Seals. 


ristmas  Mail 


Christmas  Se 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 
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Docket  of  the  Commission 


Note.     Items  in  the  Docket  marked  with  an  asterisk  (•)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.     Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will   be  noted  elsewhere. 
December  12 — Washington,  D.  C. — Examiner  Carter: 

12030— Federal  Valley  R.  R.  Co.  vs.  T.  &  O.  C.  et  al. 

12004 — Wichita  Northwestern  Ry.  Co.  vs.  C.  R.  I.  &  P.  et  al. 
December  12 — Little  Rock,  Ark. — Examiner  Pattison: 

9922 — Lake   Charles   Rice   Milling   Co.    of   La.   vs.    Director   General, 

Abilene  &  Northern  et  al. 
December  12 — Chicago.  111. — Examiner  Hosmer: 

I.  and  S.  1434 — Proportional  .grain  rates  from  Minnesota  and  Wiscon- 
sin to  eastern  destinations. 
December  12 — New  York,  N.  T. — Examiner  Flynn: 

13010 — New  York  Dock  Ry.  vs.  B.  &  O.  et  al. 
December  12 — Reno,  Nev. — Examiner  Disque: 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 

Fourth  Section  Apps.  11940,  12118  and  12094. 
December  12 — Peoria,   111. — Examiner  McQuillan: 

13091 — M.  E.  Case  Coal  Co.  et  al.  vs.  C.  B.  &  Q.  et  al. 
December  12 — St.  Louis.  Mo. — Examiner  Cassidy: 

13288— Mississippi  Valley  Iron  Co.  vs.  C.  &  N.  W.  et  al. 
December  13 — Washington.  D.  C. — Examiner  Davis: 

Finance  Docket  1466 — Application  of  Pa.  R.  R.  Co.  for  authority  to 
acquire  control  of  P.  C.  C.  &  St.  L.  R.  R.  Co. 

December  13 — Peoria.  111. — Examiner  Cassidy: 
13110 — The  Minneapolis  &  St.   Louis  R.   R.   Co.   vs.   Peoria  &  Pekln 

Union. 

December  14 — Washington,  D.  C.- — Examiner  Davis: 
*  Finance  Docket  1902 — Application  of  Pittsburgh  &  West  Va.  Ry.  to 

acquire  control  of  West  Side  Belt  R.  R.  Co. 
December  14 — Washington,  D.  O. : 

13293 — In  the  matter  of  rates,  fares  and  charges  of  carriers  by  rail- 
road subject  to  the  interstate  commerce  act. 
December  14 — Indianapolis,  Ind. — Public  Service  Commission: 

Finance  docket  1457 — In  re  application  of  C.  C.  C.  &  St.  L.  Ry.  Co. 
for  authority  and  for  a  certificate  of  public  convenience  and  neces- 
sity respecting  certain  of  its  lines  in  Indiana. 
December  14 — San  Francisco,  Cal.- — Examiner  Disque: 

Portions  of  Fourth  Section  App.  8835  of  R.  H.  Countiss. 
December  14 — Chicago,  111. — Examiner  Hosmer: 

13081— Swift  &  Co.  vs.  C.  M.  &  St.  P.  et  al. 
December  14 — Argument  at  Washington,  D.  C. : 
8778 — Atlas  Portland  Cement  Co.  et  al.  vs.  Northampton  &  Bath  et  al. 


'December  14 — Salt  Lake  City,  Utah — Commissioner  Eastman: 

13078 — In  re  trackage  arrangements  between  Bingham  &  Garfleld  Ry. 
Co.  and  Utah  Copper  Co. 

December  14 — Terre  Haute,  Ind.— Examiner  McQuillan: 
12908 — Terre  Haute,  Indianapolis  &  Eastern  Traction  Co.  et  al.  vs. 

Director  General. 

December  15 — Argument  at  Washington,  D.  C. : 
11741 — Corinth  Grocery  Co.  vs.  M.  &  O. 
11886 — American  Mineral  Production  Co.  vs.  Director  General,  G.  N. 

et  al. 
11706 — Weir  Smelting  Co.  vs.  Director  General,  Miami  Mineral  Belt 

Ry.  et  al. 

12036 — Texas  Pipe  Line  Co.  vs.  Director  General. 
12199 — Standard  Asphalt  Refining  Co.  vs.  Director  General,  Mo.  Pac. 

et  al. 
December  15 — Chicago,  111. — Examiner  Hosmer: 

I.  and  S.  1440 — Silica  sand  from  Illinois  and  other  points  to  Pacific 

coast  and  intermountain  territory. 

December  15 — Indianapolis,   Ind. — Examiner  McQuillan: 
11894— Indiana  rates  fares  and  charges. 
13032 — Comision  Reguladora  del  Mercado  de  Henequen  vs.  Director 

General. 

December  16 — Argument  at  Washington,  D.  C.: 
12101 — Western  Newspaper  Union  vs.  Director  General,  Adirondack  & 

St.  Lawrence  et  al. 
12247— Wilson  &  Co.,  Inc.,  of  Tenn.,  vs.   Director  General,  A.   T.   & 

S.  F.  et  al. 

12203 — Dewey  Portland  Cement  Co.  vs.  Director  General. 
12048 — Omaha  Live  Stock  Exchange  vs.  C.  M.  &  St.  P.  et  al. 
December  17 — Phoenix,  Ariz. — Examiner  Disque: 
Fourth  Section  App.  11985. 

Fourth  Section  Apps.  11948,  11957  and  12063  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 
December  17 — Argument  at  Washington,  D.  C. : 
12155 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General. 
12167— Walsh  Fire  Clay  Products  Co.  vs.  Director  General,  C.  &  A. 

et  al. 
12216 — Walsh  Fire  Clay  Products  Co.  vs.  Director  General,  C.  &  A. 

et  al. 

11566— St.   Louis   Independent  Packing  Co.   et  al.   vs.   C.   &   A.,   Di- 
rector General  et  al. 

12215 — East  St.  Louis  Stone  Co.  vs.  Director  General,  Alton  &  South- 
ern et  al. 

December  19 — Washington,  D.  C. — Examiner  Keeler: 
*  13141 — The   Larimer   County   Cooperative    Milk    Condensory   Co.    vs. 
Director  General. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

IMPORTANT  COTTON  CASES—  I  &  S  1393,  Cotton  and  Cotton  Llnters  to  Pacific  Coast  Ports  for  export.  October  17th,  at  Calves- 

ton,  November  14th,  at  San  Francisco. 

Docket  12750,  Memphis  Frelnht  Bureau  vs.  Missouri  Pacific.  October  26th,  at  Memphis,  Concentratlon-ln-transit  privileges  on  Cotton. 
I  &  S  1431,  Cotton  and  Cotton  Llnters  from  Mississippi  Valley  Points,  December  15th,  at  Memphis. 


Orders  for  official  transcript,  of  the  testimony  taken  In  proceeding,  of 
the  Commission  («ee  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
flc  World)  throughout  the  country  except  Washington  should  be  addressed 


The  charge,   &s'  fixed  by  the  Commission,   Is   1ZH 
each  copy  furnished. 


™P°rte™  **  **  ComBll»le»' 
pw  pa««  for 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

ipeclailit  *  ConnMllor 

Eate  Analyst — Claim* 

TraniporUUon  171  IPITZER  BLD«. 

Trackage  Arrangement* — Demurrage     TOLEDO,  OHIO 

General  Matteri  BelaUnl  to  State. 

Interstate  and  Foreign  Commerce 


OIOBOB  H.  BBOWH      QEOBOI  L.  BOTLB 

BROWN  &  BOTLE 

Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  Adjuitmeati 

aid  Practice  before  the  Interstate 

Commerce  Commieiioa. 

Boom  806  American  National  Bank  Building 
Telephone  Main  2702  Washington,  D.  0. 

GEO.    T.    BELL 

COMMERCE  COUNSEL 

1919-1821,  Executive  Vlce-Presldent.  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion: 1914-1919,  Attorney -Examiner,  Inter- 
State  Commerce  Commission;  1909-1919. 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUN8EY  BUILDING,  WASHINGTON.  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 


(For  a  number  of  yean  Attomej  and  artamlner.  Int 
Commerce   Commlulon.    and   prior   tkereto  •gated   la   (M 
practice  of  law  at  Loulivllle.  Kj. ) 

Special  attention  to  matter*  before  the  taUntate 
Commerce  Commission.  Income  Tu  Uait,  Federal 
Trade  CommissloB.  Ualted  States  Shlppl.g  Bear*. 
Federal  Court*. 

701-706  WOODWABD  BLDQ..  WASHINGTON 


JAMES  BORLAND 

Consulting  Traffic  Manager 

All  Traffic  and  Tranaportation  Mattera 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  ExpreM  Claime  for  Shipper* 

1659  Foulkrod  Street,    PHILADELPHIA.  PA. 

EDWARD  A.  HAID 

ATTORNEY    AT    LAW 

1411-16    Liberty   Central    Trust    Building. 

St.  Loult,  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commiagion*  and 
railroad  and  rate  litigation  and  claim*. 


17,  1921 


THE    TRAFFIC     WORLD 


1233 


TABLE  OF  CONTENTS 


EDITORIAL 

An  American  merchant  marine  —  TTie  government  barge  lino 

CURRENT   TOPICS    IN   WASHINGTON 

The  general  rate  Inquiry  —  Harding,  the  friend  of  the  farmer 
—  Carriage  by  water  —  Decision  in  the  waste  case  —  Inter- 
locking directorates  ....................................... 

DECISIONS   OF   THE   COMMISSION 

Brick   from   Danville,   111.,   to  Chicago   rate  points;   I.   and  S. 

Mill.  A.  and  C.,  Co.'et'ai.  "vs.  A."&'R.'ei  al'.i  'case'ii982;"ce'dar 

shingles   (64  I.  C.  C.,  548-552)  ............................... 

Charleston,  S.  C.,  Mining  and  Manufacturing  Co.  vs.  Director 

General:  case  11662;  coal  (64  I.  C.  C.,  553-554)  .............. 

Ideal  Fuel  Co.,  Inc.,  vs.  Director  General;  case  11876;  coal  (64 

I.   C.  C.,  555-556)  ...................................  ......  ... 

I-yOuisiarTa  Railroad  Commission  vs.  Aransas  Harbor  Terminal 

et  al.  :  case  8418;  Shreveport  case;  wheat,  flour,  etc  ........ 

Transit  storage  charges  on  apples  and  pears  In  eastern  and 

western  groups;  I.  and  S.  1379  .............................. 


TENTATIVE    REPORTS   OF  THE   COMMISSION 


GENERAL   RATE   INQUIRY  AND  WESTERN  GRAIN  CASE  ____ 

SENATE    COMMITTEE    HEARINGS  ............................. 

U.   S.   SUPREME   COURT   DECISIONS  ........................... 


ANALYSIS  OF  BILLS  OF  LADING 


LASKER   ANSWERS   THE  TRAFFIC   WORLD 

MISCELLANEOUS  TRAFFIC   DECISIONS 

Cases  decided   by   state  and   federal   courts 

LOSS  AND   DAMAGE   DECISIONS 

Cases   decided   by   state   and   federal  courts 

THE  OPEN   FORUM 

Misquotation    of    rates — Railroad    wages — Agricultural    com- 
modity reductions — Notice  in  case  of  loss  or  damage 


PERSONAL    NEWS   AND   NOTES. 


QUESTIONS   AND   ANSWERS 

L.egal  and  practical  questions  answered  by  experts. 

NEW  COMPLAINTS 

Digests  of  petitions  filed  with  the  Commission... 


DOCKET   OF   THE    COMMISSION 

Dates  and  places  of  hearings  and  arguments. 


1237 

1241 

1243 
1243 
1243 
1243 
1243 
1244 

1245 
1247 
1253 
1260 
1262 
1265 

1271 
1271 

1273 
1276 

1284 
1292 
1294 


THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
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418-430  S.  MARKET  STREET 
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Premier  Fleet 


100%  American 

Marine 
Despatch  Line 

America's  Coast-to-Coast 
Direct  Fast  Freight 


NEW  YORK 

PHILADELPHIA 

BALTIMORE 

SAVANNAH 

and  MOBILE 

DIRECT  TO 

LOS  ANGELES  (San  Pedro  District) 
SAN  FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR  SAILINGS 
FORTNIGHTLY 

A-l  FAST  STEEL  STEAMERS 

OFFERING 
RELIABLE 

UNEXCELLED 

FACILITIES 

and  SERVICE 

For  Rate*  and  Particular*  Apply  to 

Atlantic-Gulf  &  Pacific 
Steamship  Corp. 

St.  Paul  8476      BALTIMORE     406  Water  Street 
SAN  FRANCISCO,  60  California  Street 


Philadelphia 
Itt  South  Third  St. 

Pittabnrrh 

1MT    Oliver    BnildiB* 
Savannah,    Ga. 


New    York 
41   Bro*dw»r 
Mobile.  Ala. 

8.  W.  On.  St.  Frandi  *  Water  Bta. 
Oakland.    Cat 


Savannah  Bank  and  Trust  Bide.  Parr   Trnniiul 

Lea    Angfln.    Cal.  Portland.    Ore. 

417    Van   Nuy»    Bid*.  704   Title  *   Tnut  Bid*. 

1111    L.   C.   SoUth   Bide.,   Seattle.   Wash, 
Room  495.   Ellicott  Sq.   Bid*..   Buffalo.  N.   T. 
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Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

announce  a  new  route  between  the  Southeast  and  Southwest 

An  immediate  connection  has  been  formed  between  these  two  roads  and  the  Mississippi  Central  has  extended 
its  operations  into  Mobile,  Alabama,  by  trackage  rights  over  the  Gulf,  Mobile  and  Northern  Railroad. 

These  are  two  exceptionally  well  maintained  and  operated  roads.  Their  freight  schedules  have  been  co- 
ordinated so  as  to  form  through  continuous  service  for  the  handling  of  traffic  between  the  Southeast  and  the 
Southwest. 


LOUISIANA  &  ARKANSAS  RY, 

AND 

^MISSISSIPPI  CENTRAL  R.  R 
Natchez  Route" 


It  will  be  our  constant  aim  to  render  so  prompt  and  dependable  a  service  and  to  so  keep  shippers 
informed  respecting  the  movement  of  their  freight,  that  this  route  will  become  noted  for  its  reliability  and 
the  ease  with  which  patrons  can  secure  information  about  the  movement  of  their  shipments. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or  Hope,  Ark.,  care  Natchez  Route. 

Route  from  the  East  via  Mobile  or  Hattiesburg,  care  Natchez  Route. 

We  will  show  our  appreciation  by  "Delivering  the  Goods." 


H.  R.  Wilson, 

Traffic  Manager,         Mississippi  Central  R.  R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic  Manager,         Louisiana  &  Arkansas  Ry., 
Texarkana,  Ark. 


Carroll  H.  Smith, 
General  Agent, 
Atlanta,  Ga. 


Traffic  Department  Representatives : 


C.  G.  Lang,  W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McGrath, 

Commercial  Agent,  General  Agent,  General  Agent,  Commercial  Agent, 

Mobile,  Ala.  Dallas,  Texas  Oklahoma,  Okla.  Kansas  City,  Mo. 
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The  Pacemaker 

It  is  a  big  advantage  to  owners  to  buy 
a  modern  up  -  to  -  date  truck  which  em* 
bodies  every  recent  improvement  that 
truck  engineering  has  developed.  No 
change  of  design  is  introduced  by 
Pierce  *Arrow  until  proven  in  use. 


Until  war  demands  interfered,  every  improvement 
developed  was  introduced  in  current  production. 
Experimentation  went  right  on.  Now  these 
improvements  are  embodied  in  present  Fierce- 
Arrows.  They  are  the  most  efficient  trucks  made. 


icrce 
Arrow 


CHASSIS  PRICES 

2  -ton  $3200 
31-ton  4350 
5  -ton  4850 

All  Prices  F.O.B.  Buffalo 


THE     FIERCE-ARROW     MOTOR     CAR     COMPANY,    BUFFALO,   N.   Y. 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK          PHILADELPHIA          SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO         PORTLAND         SEATTLE          TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Island*. 


GENERAL  OFFICES:    44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Merchants  Exchange 
San  Francisco 


Railway  Exchange 
Portland 


Pierce  Building 
St.  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


L.  C.  Smith  Bldg. 
Seattle 


The  Advantages  to  Shippers  Are  Self  Evident" 


ri  THAT  is  what  the  Fairbanks  Company  state  in 
J.  the  letter  to  the  right  of  our  Service  to  Shippers, 
and  remember  those  advantages  include  decided 
saving  to  you  on  shipments  of  Household  Goods, 
Machinery  and  Automobiles  to  domestic  points  and 
on  everything  everywhere  for  export  through 


Consolidated  Carload 
Shipping  Service 

which  to  shippers  of  Machinery  and  Machines  and 
any  other  5th  class  commodity  also  means  5  days' 
through  shipment,  Chicago,  Cleveland  and  Cincinnati 
to  New  York,  Philadelphia  and  Boston. 

TRANS-CONTINENTAL  FREIGHT  CO. 

Export  and  Domestic  Freight  Forwarder! 

General  Offices:     Chicago,  203  So.  Dearborn  St. 
Eastern  Offices:     New  York,  Woolworth  Bldg. 

Boston:  Old  South  Bldg.  Cleveland:  Hippodrome  Blds. 

Buffalo:  Ejlicott  Square  Los  Angeles:  Van  Nuys  Bldg. 

Philadelphia:  Drexel  Bldg.  San  Francisco:  Monadnock  Bldg. 

Cincinnati:  Union  Trust  Bldg.  Seattle:  Alaska  Bldg. 

Portland,  Oregon:  13th  and  Kearney  Streets 

Write  the  Nearest  Officti 


THE  FAIRBANKS  COMPANY 

416  BROOME  STREET 
NEW  YORK 


TRAFFIC  DIVISION 
I.  V.  KeU 


September  22nd   1921. 
,,„      2915). 


The   Transcontinental  Freight  Co. 
Voolworth  Building, 

New  York  City. 


Gentlemen  :- 

It  Is  with  pleasure  that  we  take  this 

opportunity  of  expressing  our  satisfaction  with  the  service 
rendered  by  your  Company  on  shipments  of  machinery,  motors 
and  other  merchandise.          We  have  been  shipping 
freight  through  your  medium  for  a  number  of  years  and  oan 
•ay  without  flattery  that  your  service  has  been  much  above 
the  average.        We  have  always  felt  that  freight  oonnlt- 
ted  to  your  care  would  be  properly  handled,  that  In  times  of 
congestion  you  have  exerted  yourselves  to  keep  cars  moving 
and  to  Inform  your  patrons  regarding  delayed  freight,  and  In 
the  settlement  of  elalms  your  treatment  has  been  fair.  In 
fact,  moat  liberal.     with  such  service  and  the  special 
rates  you  offer  on  consolidated  car  load  traffic,  the  advan- 
tages to  shippers  are  self-evident. 

Yours  very  truly. 


Division* 


Manager, 
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(AMERICAN  MERCHANT  MARINE 
We  are  printing  elsewhere  in  full  an  address  made 
in  Milwaukee,  December  13,  by  Chairman  Lasker,  of 
the  U.  S.  Shipping  Board,  in  which  he  replies  to  certain 
questions  asked  editorially  by  The  Traffic  World  under 
the  headline,  "Why  a  Merchant  Marine?"  Mr.  Lasker 
meets  these  questions,  for  the  most  part,  squarely  and 
on  a  business  basis,  but  he  cannot  resist  one  reversion 
to  the  intolerance  that  has  characterized  the  attitude  of 
those  who  have  been  advocating  a  merchant  marine 
supported  by  government  subsidy.  Our  questions,  he 
says,  seem  to  cover  the  very  essence  of  the  "opposition 
that  springs  from  the  superficial,  or  the  sinister,  or  the 
ignorant,  to  the  great  enterprise  of  a  reestablished 
American  merchant  marine."  And  this  opposition  he 
finds  to  be  provincial. 

In  the  first  place,  our  attitude  in  this  matter  is  not 
due  to  the  fact  that  our  magazine  happens  to  be  pub- 
lished in  a  western  or  "inland"  city.  Our  point  of  view, 
we  think,  is  quite  as  likely  to  be  national  as  that  of  Mr. 
Lasker,  who,  until  the  last  few  months,  was  in  the  ad- 
vertising business  in  Chicago  and. probably  knew  little 
of  ships  or  shipping  except  as  his  agency  might,  per- 
haps, get  advertising  out  of  them.  As  to  our  ignorance 
or  superficiality,  we  think  we  may  at  least  compare 
favorably  in  these  respects  with  Mr.  Lasker.  Our  in- 
terest in  and  knowledge  of  the  subject  is  not  the  result 
of  a  few  months  cramming.  We  think  many  others 
who  happen  to  live  "inland"  will  feel  that  they  may 
know  as  much  about  the  subject  as  persons  in  New 
York  or  Boston  and  that  their  point  of  view  is  quite  as 
likely  to  be  national  as  that  of  those  more  fortunate  in- 
dividuals who  live  or  whose  present  occupation  calls 
them  temporarily  to  sojourn  somewhat  nearer  to  the 
ocean.  Certainly  it  is  not  the  Washington  point  of  view 
that  must  necessarily  prevail.  Washington  is  more  than 
often  wrong.  It  gets  right  only  by  consulting  the  coun- 


try. And,  in  our  opinion,  Mr.  Lasker's  present  lecture 
tour  would  be  productive  of  much  more  good  if  he 
sought  the  ideas  and  desires  of  the  people  of  the  country 
instead  of  instructing  them  so  wisely  from  his  newly 
acquired  point  of  view. 

The  insult  conveyed  in  the  use  of  the  word,  "in- 
sidious," is  unworthy  of  a  man  in  Mr.  Lasker's  posi- 
tion and  is  merely  illustrative  of  the  attitude  of  the  bu- 
reaucrat, to  whom  any  divergence  from  his  point  of 
view  is  bound  to  be  unpatriotic.  If  there  is  any  one 
thing  true  about  this  merchant  marine  matter,  it  is  that 
the  proponents  of  the  plan  will  have  to  justify  it  by 
other  means  than  calling  its  opponents  or  those  who 
question  its  wisdom,  enemies  of  their  country.  We  have 
expressed  our  willingness  to  match  our  knowledge  and 
our  wisdom  against  those  of  Mr.  Lasker.  We  dare  say 
our  patriotism  would  stand  the  same  test,  as  would  the 
broadness  and  nationality  of  our  point  of  view.  We 
imagine  many  others  who  heard  Mr.  Lasker  or  who 
have  read  what  he  said  will  feel  as  we  do. 

But,  though  Mr.  Lasker,  yields  to  nastiness  and 
tactlessness  in  this  one  paragraph,  his  address  is  mainly 
devoted  to  business  argument,  which  is  as  it  should  be. 
It  is  a  business  question,  pure  and  simple.  The  only 
other  question  that  could  be  involved  would  be  one  of 
national  defense.  Mr.  Lasker  dwells  somewhat  lightly 
on  that — which  is  wise — for  a  government-owned  or  op- 
erated merchant  marine  as  a  safeguard  against  future 
war  can  no  more  be  justified  than  a  huge  standing  army 
maintained  in  time  of  peace  for  the  same  reason.  Some 
of  Mr.  Lasker's  arguments  are  forceful.  We  could  con- 
sider them  with  much  more  intelligence — and  so  could 
the  country — if  we  knew  just  what  the  administration 
plan  for  subsidy  is  to  be.  Mr.  Lasker  seems  confident, 
and  he  probably  knows  the  plan  that  President  Harding 
means  to  suggest  to  Congress;  but  we  are  in  the  dark. 
We  shall  have  to  wait  for  further  information. 

Meanwhile  we  take  the  opportunity  to  say — as  we 
have  said  many  times  before — that  we  are  not  opposed 
and  have  not  expressed  opposition  to  an  American  mer- 
chant marine.  We  have  merely  questioned  the  wisdom 
ot  a  merchant  marine  if  it  has  to  be  owned  by  the  gov- 
ernment and  operated  at  a  loss,  or  subsidized  in  the 
hands  of  private  citizens,  and  we  have  propounded  cer- 
tain queries  with  a  view  to  making  the  issue  clear  and 
taking  it  out  of  the  confusion  of  waving  flags  and  play- 
ing bands.  It  is  a  business  question  to  be  settled  by 
thinking  men,  and  not  by  a  few  bureaucrats  who  may 
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Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R.,  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  S. 
&  P.  Rys.,  via  Newton,  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


Miles 

4:30  p.  m.  0  Lv.  Jackson,  Tenn.  Ar.  8:00  a.  m.  2nd  day 

12:30  a.  m.  83  Lv.  New  Albany, Miss.  Ar.  12:30  a.  m.  2nd  day 

12:47  p.  m.  next  day  247  Ar.  Newton,  Miss.  Lv.  11:55  a.  m. 

3:25  p.  m.  next  day  261  Ar.  Meridian.  Miss.     Lv.     7:35  a.  m. 

4 :20  p.  m.  next  day  298  Ar.  Laurel,    Miss.        Lv.     8 :45  a.  m. 

4:10  a.  m.  2nd  day  410  Ar.  Mobile,     Ala.         Lv.  10:00  p.  m. 

5:40  a.  m.  2nd  day  448  Ar.  New  Orleans,  La.  Lv.     9:40  p.  m. 

2:30  a.  m.  2nd  day  356  Ar.  Vicksburg,  Miss.  Lv.     5:00  a.  m. 

5:30  p.  m.  2nd  day  529  Ar.  Shreveport,  La.     Lv.     3:00  p.  m. 

Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala.,  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOASTAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 

°"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic. 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville. 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lanes  Routes. 

J.  A.  SIMMONS,  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building.  Indianapolis.  Ind.  R.  B.  KIN KAID,  Assistant  General  Freight  Agent 
For  Information  a*  to  Rate*,  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agent* : 

C.  L  *  W.   *.  R.   Baildlitc,  ladtanapolis,    lad.               201    Mercantile    Building,   Cincinnati.    Ohio.  1210    Barclay    Bid*.,    New   York 

33«  ReiKh  Buildinr,  Springfield,  ni.                                       317  Marqnette   Bids;.,  Chicago  728   Moudaock  BIdg.,  Baa   Franelie*.  Calif. 

8*4   Arcad.   Building,   St.   Loui.,  He.                                   Sit  Park  BIdg.,  Pitt.bnrgh.  Pa.  509  Weiley-Roberts  BIdg.,  Lou  Angeles.  Calif. 

1(7  Railway  Exchaage,  Kauu  City,  Mo.                                41  Porter  Bid*..  Muphl*,  Teaa.  514  Colmaa  BIdg..  Seattle,  Wash. 
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lay  not  have  any  idea  of  business  or  the  real  merits 
of  the  question. 

We  do  not  mind  saying  at  this  time,  however,  that, 
as  tlu  question  presents  itself  to  our  mind,  it  would 
seem  wiser  and  more  business-like  to  seek  some  method 
•  .such  as  the  repeal  of  the  LaFollettc  seamen's  act,  for 
iiistanee  — by  which  an  American  merchant  marine  could 
grow  in  private  hands  and  compete  successfully  with 
foreign  vessels,  rather  than  to  look  for  some  artificial 
method  of  forcing  into  existence  a  business  that  must 
he  conducted  at  a  loss  to  be  met  by  taxation.  But  do 
our  statesmen  propose  anything  like  that?  Why  not? 
\sk  union  labor  for  the  answer. 


lc  utllltlM.  .  .  .  It  if  believed  to  be  Incompatible  with 
n  to  consider  the  retention  of  these  water  linen  once  they  have 
l  .....  n  eHtahlUhed  upon  a  satisfactory  operating  basis  and  reduced  to 
a  condition  of  effective  operating  efficiency  by  the  federal  government. 


THE  GOVERNMENT  BARGE  LINE 
To  our  friends  who  (notably  in  The  Open  Forum 
"i  the  November  19  number)  have  taken  exception  to 
things  we  have  said  about  the  government's  conduct 
of  the  Mississippi-Warrior  barge  line  service  through 
taxation  of  the  public,  we  commend  a  letter  written  by 
I 'resident  Markham,  of  the  Illinois  Central,  under  date 
ni  December  6,  to  the  St.  Louis  Post-Dispatch  in  reply 
t<>  an  article  in  that  paper  by  one  Clark  McAdams.  \Ye 
have  not  seen  the  article  by  Mr.  McAdams,  but  evi- 
dently it  was  a  defense  of  government  operation  of  the 
barge  line  on  the  theory  that  it  was  making  money.  In 
his  letter  Mr.  Markham  says : 

The  signed  article  by  Mr.  Clark  McAdams  in  The  Post-Dis- 
patch of  November  13  in  reference  to  the  operation  of  the  fed- 
eral barge  line  on  the  lower  Mississippi  River  is  misleading,  in 
that  it  magnifies  beyond  its  true  importance  a  statement  of  al- 
leged operating  results  which  covers  only  a  short  period  of  time 
and  fails  to  take  into  consideration  items  of  expense  which 
would  be  chargeable  to  a  commercial  venture  operating  under 
otherwise  similar  conditions. 

The  Illinois  Central  System  is  not  opposing  the  experiment 
which  the  federal  government  is  making  with  its  barge  lines  on 
the  lower  Mississippi  and  the  Warrior  rivers.  We  have  given  the 
experiment  every  assistance  we  have  been  called  upon  to  give, 
and  we  favor  seeing  it  carried  to  a  conclusion.  To  say  that  the 
operation  of  the  barge  line  on  the  lower  Mississippi  is  a  business 
venture  in  which  the  government  has  made  money  is  to  ignore 
these  facts:  that  the  line  is  not  a  business  venture,  but  an  ex- 
periment to  determine  what  part  inland  waterways  shall  play  in 
the  future  transportation  plans  of  the  country;  that  up  to  he 
short  period  in  this  year  when  a  profit  is  reported  the  line  has 
sustained  operating  deficits  which  are  large  in  comparison  with 
the  business  handled,  and  which  the  taxpayers  have  had  to  make 
good;  and  that  the  reported  profit  takes  no  consideration  of  the 
great  investment  which  has  been  poured  from  the  public  treas- 
ury into  keeping  the  waters  traversed  navigable,  takes  no  con- 
sideration of  the  investment  in  facilities  and  equipment  pro- 
vided by  the  taxpayers,  and  takes  no  consideration  of  taxes, 
depreciation  and  insurance — all  items  which  would  have  to  be 
charged  against  a  commercial  venture  and  which,  by  reason 
of  not  having  been  charged  against  this  experiment,  must  be 
met  by  the  taxpayers  of  the  country. 

The  national  experiment  which  we  are  making  with  inland 
waterways  to  determine  what  part  they  shall  play  in  the  national 
transportation  plans  of  the  future  must  be  fair — fair  to  the  wa- 
terways themselves,  to  the  other  agencies  of  transportation  (op- 
erating on  a  commercial  basis),  and  to  the  people  at  large.  It  is 
not  fair  to  exaggerate  beyond  their  relative  importance  alleged 
results  which  appear  more  favorable  than  they  are.  I  regret  to 
see  this  effort  by  Mr.  McAdams  and  other  over-enthusiastic 
friends  of  water  transportation  who  are  trying  to  make  the  pres- 
ent experiment  profit  at  the  expense  of  other  transportation 
agencies,  especially  the  railroads.  It  reveals  a  lack  of  vision  on 
their  part,  a  lack  of  vision  which  is  the  more  deplorable  because 
of  the  assistance  and  co-operation  which  have  been  given  the  ex- 
periment by  railway  men. 

No  informed  person  recognizes  the  Mississippi-Warrior  ex- 
periment as  a  business  venture.  The  following  is  from  the  re- 
port of  the  Chief  of  Inland  and  Coastwise  Waterways  Service  to 
the  Secretary  of  War  for  the  fiscal  year  ending  June  30,  1920: 

I'ongi-ess  has  in  jninn.-j-.oiis  iiistaiici-.s.  and  particularly  in..runsid- 
prntion  of  th.-  disposition  of  the  rail  carriers,  distinctly  r. -,-,,r,i..i 
Itself  as  opposed  to  a  general  policy  of  government  operation  oj~ 
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by^motoj^triicjfc— rnjiHtJiP  considered  Jn  Uit  Uil'tujf  J^"i_ruiJlojia 
probjejn,  und.Hie^  uflt  niiiH^Jpt^jTlrec^ed  a^oQg  lljen  whtph  wUj 
work  Jor  me  emcjem.' v  qnd  .ecQnpmy_of_trafl8DojttaUpn  $p  ^Tjjojg. 
TEe  motor  trnrif  probably  will  take  a  definite  place  in  this  plan 
as  an  agency  for  the  transportation  of  freight,  and  especially 
high  grade  freight,  in  short  distances  in  congested  areas,  and  In 
supplementing  the  railroads  and  the  waterways  by  penetrating 
regions  which  they  cannot  reach.  There  are  places  where  the 
waterways,  have  proved  their  ability  to  handle  freight  more 
economically  than  the  railroads,  and  in  those  regions  the  rail 
roads  have  discontinued  competing  services.  There  are  other 
sections  where  the  waterways  are,  but  where  the  railroads,  by 
reason  of  various  considerations,  have  been  able  to  handle  traf- 
tic  more  cheaply  and  efficiently,  and  the  waterways  have  gone 
out  of  business.  There  are  still  other  sections  where  waterways 
cannot  be  provided,  and  there  the  field  is  the  railroads'. 

If  the  water  carrier  service  Is  in  fact  more  feasible  than 
rail  aprvipo  \n   any  pai-n«-iiiai-  tarrttnry    the   railoads   should   he 


permitted  to  o\vu  and  opt-rate  barge  lines  to  supplement  and  co? 
ordlnate  their  services  bv  ral[.  By  making  the  railroads  and  the 
waterways  co-ordinate  parts  of  the  whole  plan  of  transportation. 
mistakes  of  the  past  can  be  eliminated.  There  would  be  no  dis- 
position to  ruinous  competition,  but  the  most  feasible  route 
would  be  utilized  in  each  line  of  traffic.  Neither  rail  nor  water 
facilities  would  be  developed  to  such  an  extent  as  to  make  for 
large  economic  waste,  but  each  would  be  developed  in  line  with 
the  business  problems  to  be  met.  Each  could  supplement  the 
other.  A  constructive  national  transportation  policy  should  con- 
template permitting  the  railroads  to  operate  water  carrier  serv- 
ice, from  which  they  are  now  barred  by  legislative  restictions. 

In  the  reports  of  the  federal  barge  lines  which  I  have  seeri7 
only  the  actual  expenses  of  operation,  selling  traffic,  maintenance 
of  equipment,  etc.,  are  taken  into  consideration.  In  addition  to 
similar  expenses,  the  railroads  are  required  to  build  their  own 
lines  and  facilities  and  buy  and  replace  their  own  equipment; 
the  railroads  pay  more  than  a  quarter  of  a  billion  dollars 
annually  in  taxes;  and  they  must  earn  a  capital  return  sufficient 
to  compensate  the  investors  whose  invested  savings  have  madex> 
their  enterprise  possible.  Instead  of  the  direct  users  of  the  wa-^s 
terways  service  doing  this  in  the  case  of  the  government's  ex- 
periment,  the  taxpayers  of  the  country  as  a  whole  pay  these 
items — they  provide  the  funds  to  make  the  rivers  navigable,  they 
have  purchased  for  the  barge  lines  the  equipment  and  facilities 
used  in  operation,  they  pay  the  taxes  from  which  the  barge  lines 
are  exempted,  and  they  will  be  called  upon,  if  the  government 
continues  in  the  experiment,  to  replace  the  facilities  and  equip- 
ment as  they  are  worn  out  or  become  out  of  date. 

I  do  not  bring  up  this  phase  of  the_subJect  in  protest  against 
the  methods  pursued  b>    the  government  in  the  operation  of  lyj. 
barge  lines;   1   bring  il   up  to  show  how  utterly  unfair  it  is  to  ex- 
aggerate   the   importance   of  alleged   operating   results  produces! 
by   these   experimental    water  carriecs.     It  is  unfair   to   the   wa- 
terways  themselves,  it  is  unfair  to  the  railroads,  and  it  is  wholly 
unfair  to  the  public,  in  whose  interest  the  experiment  is  being    i    . 
made.    Representing  to  the  public  fjlat  the  harge  lines  are  saving 
the  shippers  money  is.  in  the  face  of  facts  .thus  far  produced  and  t 
given  circulation,  entirely  misleading.     If  the  taxpayers  met  the  t 

costs   of  providing   the  railroads   with  facilities  and  equipment  ' 
and  renewing  them  from  time  to  time,  if  they  agreed  to  absorb 
the  quarter  of  a  billion  dollars  in  taxes  now  paid  by  the  railroads 
each  year — in  short,  if  the  railroads  were  treated  on  a  parity 
with  the  barge  lines  now  operated   as  an   experiment  by   tne 
government — would  the  barge  lines  then  be  able   to  render  a 
service  as  economical  and  as  altogether  feasible  as  that  produced 
by  the  railroads?     Or,  if  the  water  carriers  had  to  meet  these 
costs  from  which  they  are  now  freed — as  they  should  have  to 
meet  them  when  the  experiment  is  ended  and  their  operation  be- 
comes a  commercial  venture — would  they  then  be  able  to  charge 
rates  which  would  produce  savings  for  the  shippers?    These  are  ; 
the  questions  to  be  considered  in  viewing  the  federal  barge  lines  J 
experiment. 

If  we  do  not  view  the  situation  in  that  light  we  are  not 
playing  fair  to  the  taxpayers  of  the  country  as  a  whole.  If  the_ 
inland  waterways  are  tu  be  an  extensive  part  of  our  future  trans, 
portation  plans  as  a  nation,  and.  the.  people  as  a  whole  are  to  Jit 
called  upon  to  provide  the  funds  for  making  the  rivers  navigable, 
their  benefits  must  be  mttionjil.  Tf  tln-y  are  not  to  be  a  national 
benefit,  but  are  to  be  used  solely  or  largely  for  the  benefit  of  the 
communities  located  directly  upon  the  waterways,  their  costs 
should  be  borne  by  those  who  receive  the  benefits. 

The  article  by  Mr.  McAdams  makes  the  point  that  the  op- 
eration of  the  lower  Mississippi  barge  line  removes  the  disad- 
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vantage  to  the  shipper  of  the  Middle  West  of  having  to  compete 
for  Pacific  coast  business  against  the  Atlantic  coast  shipper  who 
uses  a  through  water  service.  Here  again  is  an  example  of  how 
a  fault  in  our  national  waterways  policy  has  had  a  discrimi- 
natory effect.  The  people  of  the  Middle  West  were  taxed  to  help 
build  a  Shipping  Board  fleet  at  a  large  expense,  and  those  vessels 
are  now  being  operated  at  a  loss  in  excess  of  $5,000,000  a  month 
to  carry  business  at  rates  which  take  transcontinental  traffic 
from  the  railroads.  The  taxpayers  of  the  Middle  West  also 
helped  to  build  the  Panama  Canal,  through  which  it  is  proposed 
these  coastwise  trading  vessels  shall  be  given  free  passage,  with- 
out being  called  upon  to  pay,  in  the  form  of  tolls,  for  the  cost  of 
operation  and  maintenance  of  the  canal  and  the  return  upon  in- 
vestment.  Mid-Western  shippers  should  feel  keenly  that  dis- 
crimination.  *  *  * 

Mr.  Markham  is  to  be  congratulated  for  contribut- 
ing thus  much  to  what  ought  to  be  the  policy  of  the 
carriers  generally  tn  Hisruss  with  thp  newspapers  anil 
with  the  public,  thro.ugh.  ttlp — newspapers, — misleading 
doctrines  that  are  entertained  and  misleading  or  untrue 
statements  that  are  made. — generally  through  ignorance, 
but  often  with  malicious  intent — by  or  in  the  pubhj: 
press.. 

We  call  attention  to  a  report,  printed  elsewhere  in 
this  issue  of  The  Traffic  World,  of  the  results  of  govern- 
ment operation  of  the  barge  line. 


LOW  RATES  ON  ORE  ENDED 

The  Traffic   World   Washington  Bureau 

The  Commission  has  listened  sympathetically  to  the  repre- 
sentations of  the  lake  front  furnace  interests  and  declined  to 
permit  a  continuance  of  low  rates  on  iron  ore  after  the  beginning 
of  next  year.  It  has  refused  sixth  section  permission  to  the 
carriers  who  wanted  to  extend  the  expiration  date  of  the  tariffs 
naming  the  reduced  rates  on  ore  from  December  31  to  March  31. 
Its  declination  was  announced  December  12.  The  next  day  It 
suspended  the  tariffs  of  the  carriers  who  were  able  to  file  supple- 
ments extending  the  operative  date  of  the  lowered  rates  in  time 
to  give  the  statutory  notice. 

In  justification  for  its  refusal  to  allow  a  continuance  of  the 
lower  ore  rates,  the  Commission,  in  a  statement  for  the  press, 
said  its  action  was  in  no  sense  to  be  interpreted  as  a  disinclina- 
tion to  approve  justifiably  lower  rate  levels.  It  said  its  action 
was  based  on  a  determination  not  to  permit  the  continuance  of 
premature  reductions,  the  outcome  of  which  would  be  unduly  to 
prejudice  iron  and  steel  makers  located  on  the  lake  front  to  the 
advantage  of  the  competing  interior  furnaces. 

Condemnation  of  the  reduction  on  ex-lake  ore,  which  means 
the  restoration  of  the  old  rates,  leaves  the  situation  still  compli- 
cated. The  import  rate  from  Perth  Amboy  to  South  Bethlehem 
— the  one  that  caused  the  reduction  of  ex-lake  ore — will  remain 
in  effect  after  the  ex-lake  rates  have  been  restored  to  the  old 
level.  It  was  reduced  without  a  time  limit  attachment.  The 
Lehigh  Valley,  which  made  the  reduction  on  ore,  is  not  responsible 
for  rates  on  coke  used  by  the  lake  front  furnaces.  It  makes 
rates  on  anthracite  coal  but  not  on  any  great  amount,  or,  if  any, 
soft  coal,  so  that  it  can  not  be  said  to  be  responsible  for  the  situa- 
tion that  caused  the  Commission  to  deny  authority  to  continue 
the  reduced  rates  on  iron  ore. 

The  Commission,  in  announcing  the  declaration  1o  allow  the 
extension  of  the  operative  date  of  the  lowered  rates  on  ex-lake 
ore  said: 

The  Commission  today  declined  to  issue  special  permissions 
under  the  sixth  section  of  the  interstate  commerce  act  to  allow 
SarlVSJ!2  in  eastern  territory  to  continue  from  January  1  to  March 
81,  1922,  inclusive,  reduced  rates  on  iron  ore.  The  Commission's 
action  is  based  upon  protests  of  shippers  located  at  Buffalo, 
Cleveland,  Erie,  Chicago  and  other  lake  ports  alleging-  that  the 
proposed  rates  result  in  undue  discrimination  against  them  and 
preference  for  competing  furnace  interests  at  Pittsburgh  and 
other  interior  points. 

Coal  and  iron  ore  are  two  of  the  important  elements  enter- 
ing into  steel  manufacture.  Most  of  the  iron  ore  used  in  the  east 
comes  from  Minnesota  by  lake.  Lake  front  furnaces,  therefore, 
pay  no  rail  freight  charges  on  ore,  but  transport  their  coal  by  rail 
from  Pittsburgh  and  other  interior  points.  Interior  furnaces  on 
the  other  hand,  while  paying  rail  freight  from  Lake  Erie  ports  on 
ore,  are  in  most  cases  located  in  close  proximity  to  the  coal  fields 
and  pay  only  short  haul  rates  on  coal. 
D.*.1^  19J7  iron  ore  was  transported  from  Lake  Erie  ports  to 

fei^SPffi  !°r  82  c*ents<,  per  ton  of  2'000  Pounds,  whereas  coal  was 
charged  $1.40  per  ton  from  Pittsburgh  to  Buffalo,  a  difference  of 

8  cents  per  ton.  Iron  ore  rates  in  the  east  were  not  increased 
«£?  f«der>»l  control  but  coal  rates  were  increased  approx- 

?  An£,f,  ?S9nCent-  ,£ate?  on  .both  commodities  were  increased 
$2  A  fespecUve'l  resultlngr  ln  rates  on  ore  and  coal  of  $1.14  and 
Under  the  adjustment  now  proposed  by  eastern  railroads  the 
ore  rate  would  be  82  cents,  or  the  same  as  in  1917,  whereas  the 
co  j  /A*6  would  continue  $2.51  including  the  increases  of  1918 
and  1920,  and  being  higher  by  $1.69  per  ton  or  206  per  cent  than 


the  oi-e  rate.  The  rates  on  iron  ore  which  will  apply  after 
January  1,  1922,  will  include  materially  less  increase  over  the  pre- 
war basis  than  rates  on  commodities  generally — even  less  than 
the  reduced  rates  on  farm  products  soon  to  be  made  effective. 

The  action  of  the  Commission  is  in  no  sense  to  be  interpreted 
as  a  disinclination  to  approve  justifiably  lower  rate  levels,  but  is 
based  upon  the  continuance  of  premature  reductions  confined  to 
certain  rates,  the  outcome  of  which  is  to  unduly  prejudice  iron 
and  steel  manufacturers  located  on  the  lake  front  to  the  advan- 
_tage  of  competing  interior  furnaces. 

In  opposing  the  linking  together  of  the  proposed  extension 
of  the  reduced  rates  on  iron  ore  from  December  31  to  March  31, 
with  a  demand  for  reduction  of  rates  on  fuels,  F.  A.  Ogden,  traffic 
manager  for  the  Jones  &  Laughlin  Steel  Company,  said  the  rail- 
roads could  not  reduce  the  rates  on  any  of  the  raw  materials 
entering  into  the  manufacture  of  ipig  iron  without  extending  the 
relief  to  all  other  users  of  coal  and  coke.  He  suggested  that  a 
general  reduction  in  the  rates  on  coal  and  coke  should  not  be 
made  until  there  had  been  an  investigation  wider  than  could  be 
made  in  the  short  time  left  for  the  Commission  before  it  would 
have  to  pass  on  the  question  of  whether  it  would  or  would  not 
allow  the  extension  of  the  expiration  date  of  the  ore  tariffs. 

"We  look  for  better  business  after  January  1  and  for  still 
better  'business  after  April,"  said  Mr.  Ogden.  "Because  of  the 
large  number  of  bad-order  cars  the  carriers  may  not  be  able  to 
haul  the  required  ore  after  the  lake  season  opens.  If  this  low 
rate  on  ore  is  continued  we  propose  to  bring  ore  from  the  lake 
front  every  day  this  winter  the  weather  permits.  If  the  higher 
rates  are  restored  because  this  Commission  did  not  permit  an 
extension  of  the  expiration  date  we  will  not  order  ore  brought 
forward  through  the  winter.  We  will  stop  the  movement  and 
take  our  chances.  We  don't  need  this  ore  now;  our  stock  piles 
at  the  furnaces  are  adequate.  What  we  are  doing  now  gives  the 
railroads  much  needed  revenue." 

L.  C.  Biehler,  traffic  manager  for  the  Carnegie  Steel  Com- 
pany, emphasized  the  fact  that  there  is  competition  between  the 
Pittsburgh  district  furnaces  with  those  of  eastern  Pennsylvania. 
He  attributed  the  reduction  in  the  rates  on  ore  wholly  to  the  cut 
on  foreign  ore  made  by  the  Lehigh  Valley,  which  reduced  the 
rate  on  imported  ore  from  Perth  Amtooy,  N.  J.,  to  South  Beth- 
lehem, Pa.  He  said  that  when  the  'Chesapeake  &  Ohio  lowered 
the  rate  on  ore  from  Newport  News  it  became  necessary  to 
reduce  the  rates  on  ex-lake  ore.  Lines  handling  ex-lake  ore,  he 
pointed  out,  were  not  responsible  for  the  reductions  which  forced 
them  to  cut  their  rates;  therefore,  he  objected  to  the  lines  serv- 
ing the  lake  ports  being  required  as  a  condition  precedent  to  the 
maintenance  of  the  lower  ore  rates  to  agree  to  a  sacrifice  of 
revenue  on  coal  and  coke. 

According  to  C.  S.  Belsterling,  speaking  for  the  eastern  Penn- 
sylvania furnaces,  there  is  no  relation  between  the  rates  on  ore 
and  fuel.  Going  farther,  he  contended  that  as  to  fuel  rates  Buf- 
falo was  better  off  than  the  eastern  Pennsylvania  furnaces  be- 
cause it  had  relatively  lower  rates  from  the  Pittsburgh  coal  and 
coke  district  than  other  consuming  centers. 

In  the  interest  of  the  maintenance  of  the  relationship  be- 
tween the  lake  front  and  the  interior  furnaces,  Francis  B.  James, 
counsel  for  the  Buffalo  furnace  interests,  contended  that  either 
the  old  rates  on  iron  ore  must  be  restored  or  the  Buffalo  district 
have  reduced  rates  on  fuel.  The  cost  of  production  of  pig  iron 
at  Buffalo,  he  said,  was  now  $24  and  the  market  price  thereof 
was  only  $19.  He  submitted  many  samples  of  the  disparities 
that  have  been  created,  he  said,  toy  the  reduction  in  rates  on  ore 
without  corresponding  cuts  on  fuel. 


REPORT  IN   KANSAS   CASE 

The  Traffic   World   Washington  Bureau 

In  No.  11916,  Kansas  Rates,  Fares,  and  Charges,  on  further 
hearing,  the  Commission  has  indicated  what  it  meant  when  it 
said  that  intrastate  rates,  fares,  and  charges  should  not  be 
greater  than  the  "corresponding  rate,  fare,  or  charge  on  inter- 
state commerce."  It  took  specific  instances  to  illustrate  its 
meaning.  As  illustrative  of  its  meaning  it  said  that  it  was  of 
the  opinion  that  rates  from  Missouri  River  cities  on  linseed  oil 
meal  are  the  "corresponding  interstate  rates,  and  that  the 
Kansas  state  rates  should  be  on  the  same  basis."  As  to  class 
rates,  it  found  that  the  rates  prescribed  by  it  for  interstate  ap- 
plication are  the  ones  that  should  be  used  on  state  traffic.  No. 
order  was  issued. 


TRANSCONTINENTAL  LUMBER  RATES 
Additional  tariffs  have  been  filed  by  Countiss  for  trans- 
continental carriers  carrying  into  effect  the  treaty  of  peace 
between  western  and  eastern  carriers  with  respect  to  the  rates 
on  lumber  from  Pacific  coast  points  to  the  east  (Traffic  World, 
Nov.  26,  p.  1095).  In  supplement  6  to  Countiss'  eastbound  17-D, 
[.  C.  C.  No.  1079,  rates  are  carried  to  Ohio,  Indiana,  western 
Pennsylvania  and  southern  Michigan.  In  supplement  No.  5  to 
Countiss'  eastbound  27-E,  I.  C.  C.  No.  1092,  the  rates  are  estab- 
lished from  California  terminals  to  the  same  territory.  These 
supplements,  effective  December  24,  were  issued  under  the  Com- 
mission's special  permission  No.  55795. 
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The  General  Rate  Inquiry.  —  The  like  of  the  leafing 
b.  the  Commission  thia  week  hag  neVCF  Pefbre  beep.  hairt  The 
express  investigation  i>l  eight  year!  ago  w;i  (lie  most  like  tliis 
proeeediiiK.  It  was  started  with  the  definite  impression  in  the 
minds  of  most  men  that  rates  were  too  high  and  that  the  com- 
panies were  not  honest  with  their  patrons.  The  rate-stating  sys- 
tem introduced  as  a  result  of  that  inquiry  continues  to  this 
day.  But  the  financial  condition  of  the  consolidated  company 
is  not  as  satisfactory  as  the  condition  of  the  prosperous  com- 
panies of  that  day.  The  number  of  men,  knowing  much  about 
transportation,  who  truly  believe  the  railroads  are  charging  rates 
too  high  or  that  they  are  not  honest,  is  small.  The  number  of 
those  who  believe  the  cost  of  transportation  is  too  high  is  large. 
But,  the  first  question  with  which  the  commissioners  come  into 
contact,  when  they  retire  to  consult  on  what  has  been  told 
them,  will  be  whether  the  companies  are  responsible  for  the 
high  cost.  The  query  will  be  whether  the  public  is  nnt  r+- 
sponsible  for  what  transportation  is  costing.  Covernnient  is 
one  of  the  largest  "industries"  Jn  which  Americans  are  engaged. 
Since  1916  the  interest  charge  on  the  public  debt  has  just  about 
become  equal  to  the  whole  cost  of  government  before  that  year. 
The  cost  of  the  army,  navy,  and  the  whole  civil  list  is  in  addi- 
tion to  the  annual  charge  of  one  billion  as  interest  on  the  pub- 
lic debt.  There  are  so  many  men  regulating  their  fellow  citizens 
that  the  added  burdens  are  reflected  in  everything.  The  rail- 
road managers  are  the  most  regulated  set  of  men  in  the  country. 
They  do  not  establish  wages.  The  government,  in  a  broad  way 
of  speaking,  does  that  for  them.  It  says  how  much  they  may 
exact  for  the  service  rendered  by  the  men  whose  wages  are 
established  by  it.  In  everything  except  name,  the  railroad  em- 
ployes are  employes  of  the  government.  Perhaps,  some  day, 
some  one  will  rise  up  to  point  out  that  the  people  themselves 
are  responsible  for  the  high  cost  of  transportation,  the  high  cost 
of  fuel,  and  the  high  cost  of  living,  and  not  the  men  who  are 
trying  to  keep  up  the  pretense  of  operating  a  private  business 
for  profit.  Government  officials  have  coddled  labor  organiza- 
tions which  have  stood  their  fellow  citizens  up  in  the  corner  and 
gone  through  their  clothes.  The  farmers,  not  being  nrg;a,nfzpd- 
have  had  to.  nflY  t^ft  chjpf  part  of  t**°  ailfl0^  nnat  qf  gpyfirrlrnQT^t 


Labor  _and  trade  .organizations  have  passed  the.  cost  on  to 
farmer.  He  has  been  the  easy  man  in  the  whole  circle.  Theoret- 
ically, he  has  been  lord  of  the  economic  situation  about  him, 
but,  as  a  matter  of  fact,  according  to  Herbert  Hoover,  he  has 
been  without  a  thing  to  lean  on  in  the  financial  storm  that  has 
been  blowing  for  a  year.  His  representatives  are  the  ones  who 
are  expected  to  make  the  hardest  drive  in  the  hearing  started 
Wednesday,  for  a  holding  by  the  Commission  that  it  has  the 
power  to  order  further  general  reductions,  when  they  get  their 
innings  after  January  9.  When  cross  examination  was  forbid- 
den in  the  first  part  of  the  hearing,  some  were  inclined  to  believe 
the  prohibition  was  an  unfriendly  act  toward  the  men  who  think 
the  Commission  has  the  power.  The  later  thought  appears  to  be 
that  it  was  really  a  friendly  act,  because  it  gives  them  such 
ample  opportunity  to  attack  whatever  the  carriers  may  offer  in 
support  of  a  proposition  that  the  Commission,  in  view  of  the 
poor  financial  showing  of  the  carriers,  has  not  the  power. 

Harding,  the  Friend  of  the  Farmer.  —  President  Harding,  so 
far  as  words  to  Congress  can  make  him,  has  been  the  champion 
of  the  farmer.  In  his  April  address  to  Congress  he  made  the 
suggestion  for  lower  freight  rates  in  behalf  of  the  farmer.  In 
his  December  address  he  suggested  co-operative  selling.  Since 
then  there  have  been  suggestions  of  specific  exemption  of  the 
farmer  from  the  anti-trust  laws.  If  anything  of  that  kind  is 
seriously  proposed  in  Congress,  it  is  believed  by  those  who  know 
something  about  the  technique  of  legislation,  that  the  labor 
leaders  will  insist  on  getting  aboard  such  legislation  with  a 
rider  exempting  labor  organizations,  even  from  the  judicial  hold- 
ing that  the  secondary  boycott  is  in  violation  of  law.  Organized 
labor,  eight  or  ten  years  ago,  did  what  it  could  to  get  itself 
exempted  from  the  laws  against  combinations  in  restraint  of 
trade  between  states.  In  behalf  of  itself  and  the  farmers,  it  had 
inserted  a  proviso  in  appropriation  bills  giving  money  to  the 
"trust  busters"  forbidding  the  use  of  any  part  of  the  sums  so 
appropriated,  for  the  prosecution  of  organizations  of  labor  and 
farmers.  The  latter  did  not  ask  for  exemption,  but  the  so- 
called  agricultural  bloc,  then  existing,  but  not  named,  as  it  has 
been  lately,  except  under  the  indefinite  and  little  used  term  of 
"grangers,"  fell  for  the  flattery  of  the  manual  laborers  and  got 
themselves  exempted  from  prosecutions  with  the  money  so  ap- 
propriated. The  exemption  was  not  really  necessary  because,  as 
a  rule,  all  attorneys  general  since  the  enactment  of  the  exemp- 
tion, have  been  anxious  to  please  organized  labor.  It  was  not 
hard  for  them  to  close  their  eyes  to  the  obvious  fact  that  an 
organized  strike  was  a  combination  that  was  intended  to  re- 


strain trade,  and  nothing  else,  by  terrorizing  those  who  might 
think  It  would  be  fine  to  take  Home  of  the  jobs  made  vacant  by 
the  much  vaunted  right  to  quit  the  employment  of  those  who 
would  not  pay  what  the  strikers  demanded.  Any  proposal  to 
exempt  farmers  from  the  prohibitions  of  the  anti-trust  laws,  it 
is  a  certainty,  will  be  heartily  seconded  by  labor  leaders,  with 
a  proviso  that  its  terms  be  extended  to  them.  Then,  when  they 
get  everybody  organized,  everybody  will  strike  against  every- 
body else  and  everybody  will  be  happy,  even  if  a  little  hungry. 

Carriage  by  Water.  —  Advocates  of  transportation  by  water 
will  be  largely  in  evidence,  it  is  believed,  at  the  general  rate  In- 
quiry. The  National  Rivers  and  Harbors  Congress  put  out  a 
press  statement  on  the  subject  of  the  hearing  begun  Wednesday 
indicating  that  it  would  be  present  to  have  its  say.  No  onef  IL 
is  believed,  will  undertake  to  explain  why  carriage  by  watffr  r""* 
not  flourished  in  the  last,  ten  years,  sini-e  the  f'()innimaion,  in  th> 


, 

Decatnr  navigation  case,  for  ffip  Iwnpflt  nf  townn  In  ttiA  Inte 
or  Kentucky,  pointed  out  its  willingneaii-ta4xrescribe  joint  rail- 
and-  water  rates  twenty  per  cent  lower  than  the  all-tail.  Any 
one  who  assorts  that  the  railroads  have  prevented  the  establish- 
ment of  boat  lines,  will  be  indicting  the  Commission,  or  at  least 
arraigning  it,  not  to  characterize  the  kind  of  reflection  that 
would  be  on  Congress.  That  body  has  legislated  in  favor  of 
transportation  by  water,  going  to  the  extent,  seven  or  more  years 
ago,  in  amending  the  act  to  regulate  commerce,  to  authorize  the 
Commission  to  force  physical  connection  between  rail  and  water 
lines,  and,  as  the  water  line  tariff  men  say,  establish  propor- 
tional rates  to  and  from  the  ports  for  the  benefit  of  water  lines. 
Yet  water  lines  have  not  sprung  up  over  night.  The  rivers  have 
flowed  and  millions  have  been  spent  for  river  improvement.  The 
Commission  may  be  accused,  justly,  of  robbing  advocates  of 
river  and  harbor  appropriations  of  one  argument  that  used  to 
be  made  in  behalf  of  streams  on  which  boats  were  rarer  than 
the  day  in  June  the  poet  talks  about.  They  used  to  tell  Congress 
that  it  was  of  no  significance  that  no  boats  ran  on  the  improved 
rivers;  that  the  effect  of  the  improvement  was  to  give  the  com- 
munities on  their  banks  all  the  benefits  of  water  transporta- 
tion. The  Commission  said  there  was  no  competition  and  that 
potential  competition  did  not  warrant  departures  from  the  fourth 
section.  Perhaps  water  transportation  was  not  restored  because 
men  careless  of  the  looks  of  their  finger  nails,  but  having  a 
great  respect  for  the  title  to  the  dollars  they  had  earned,  could 
not  see  how  they  were  to  get  back  J1.06  for  each  of  the  dollars 
Congress  expected  them  to  invest. 


Decision  in  the  Waste  Case. — Justice  Robb's  decision  in  the 
waste  merchant's  case,  if  approved  by  the  Supreme  Court  of  the 
United  States,  it  is  a  moral  certainty,  will  add  greatly  to  the 
operating  expenses  of  the  railroads.  That  opinion  treats  the 
law  as  if  it  required  railroads  to  pay  for  the  services  rendered 
for  them  by  shippers  and  utterly  casts  aside  the  theory  of  the 
Commission  that  the  carrier  can  escape  paying  if  it  can  show 
that  the  performance  of  part  of  the  carrier's  work  by  the  shipper 
was  of  as  much  benefit  to  the  shipper  as  to  the  carrier.  Justice 
Robb  suggested  the  law  presumes  every  arrangement  to  be  of 
benefit  to  both  parties,  else  it  would  not  have  been  made.  Usually, 
when  the  arrangement  is  made,  the  carrier  is  "up  against  it" 
and  gladly  assents  to  having  part  of  its  service  performed  by 
the  shipper.  Otherwise,  it  would  have  to  forego  the  revenue 
resulting  therefrom.  In  recent  years  the  Commission  has  been 
deciding  the  industrial  railroad  cases  on  the  bald  proposition 
that  if  the  service  is  a  transportation  service  it  is  the  right  of 
the  carrier  to  perform  it,  ignoring  what  the  Supreme  Court 
said  in  the  precooling  case  to  the  effect  that  neither  the  shipper 
nor  the  carrier  has  a  right  to  insist  on  the  performance  of  a 
service  adding  unnecessarily  to  the  cost  to  be  paid  by  the  con- 
sumer. Only  on  that  theory  was  the  Commission  able  to  "get 
away"  with  its  decision  in  that  case,  because  getting  the  cars 
into  shape  for  shipping  citrus  fruits  was  certainly  a  part  of 
the  carrier  service  which  the  southern  transcontinental  carriers 
had  elected  to  perform,  but  which  the  Commission  would  not 
permit  them  to  perform  because  they  could  not  do  it  as  econom- 
ically as  the  shippers.  The  Robb  opinion  will  not  have  any 
bearing  on  situations  of  that  kind,  except  when  the  carriers  allow 
the  shippers  to  perform  service.  The  justice  said  nothing  about 
a  contract,  express  or  implied.  He  merely  assumed  that  per- 
formance of  carrier  service  by  shippers  was  a  comparatively 
common  practice  and  that  it  was  the  duty  of  the  Commission  to 
say  how  much  the  shipper  should  be  paid  for  what  he  had  done. 
At  times  shippers  are  so  anxious  to  ship  that  they  would  gladly 
do  a  lot  of  transportation  work  to  get  the  opportunity.  Under 
the  Commission  theory  they  would  not  be  entitled  to  compen- 
sation. Under  the  Robb  theory  they  would. 


Interlocking  Directorates. — The  interlocking  directorate  part 
of  the  interstate  commerce  law  is  providing  considerable  clerical 
work  for  employes  of  the  Commission.  Every  day  comes  a  flood 
of  either  applications  or  grants  of  authority,  and  sometimes  both. 
Publicity  was  supposed  to  play  a  great  part  in  the  regulation  of 
directorates.  The  publicity  that  is  given  the  applications  and 
authorizations  is  achieved  mainly  in  The  Traffic  World,  through 
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the  publication  of  authorizations.  The  newspapers  can  see  noth- 
ing in  them  except  when  some  man  of  prominence  applies  for 
or  gets  permission.  The  Commission  is  holding  up  some  appli- 
cations. Perhaps,  when  it  passes  on  them  there  may  be  some 
publicity.  If  John  Smith  is  denied  the  right  to  sit  on  the  board, 
of  a  certain  railroad,  it  is  suspected,  John  Smith's  private  sec^e.- 
tary  will  have  the  honor  of  having  his  name  printed  along  with, 
those  of  some  real  directors  .and  along  with  the  names  .of  pth£r. 
private  secretaries..  The  power  to  put  John  Smith  into  a  direc- 
torate, it  is  suspected,  is  the  power  to  put  a  rubber  stamp  into 
that  place.  The  fact  that  John  Smith  has  been  denied  the  right 
to  sit  on  the  board  of  a  given  railroad,  it  has  been  suggested, 
will  serve  to  call  attention  to  the  fact  that  the  Commission 
thinks  the  influence  of  John  Smith  is  bad.  That  might,  and 
then  again  it  might  not,  stir  up  some  stockholders  to  inquire  as 
to  whether  they  made  a  mistake  in  giving  Smith  their  proxies. 
Then  and  in  that  event,  if  Smith  had  been  holding  on  by  the 
skin  of  his  teeth,  support  might  be  withdrawn  from  him  and 
even  his  private  secretary  or  hired  girl  would  not  be  allowed, 
by  the  aroused  stockholders,  to  serve.  Thus  far,  however,  thf 
parts  of  the  law  placing  control  over  the  issuance  of  securities 
and  the  election  of  directors  in  the  hands  of  the  Commissiojj 
has  not  produced  any  obvious  results,  except  an  increase  in  the 
expense  of  operating  the  railroads.  Hundreds  of  thousands  6T 
dollars,  it  is  believed,  have  been  spent  in  complying  with  the 
interlocking  directorate  part  of  the  law  alone  and  perhaps  a 
million  or  more  in  complying  with  the  securities  part  of  the  law. 
In  fact,  when  one  thinks  of  the  array  of  lawyers  in  the  case 
created  by  the  New  York  Central's  desire  to  buy  the  Chicago 
stock  yard  railroads,  the  estimate  of  a  million  or  more  looks 
extremely  modest.  But  the  stable  is  being  securely  locked,  after 
the  horse  is  gone.  A.  E.  H. 


TRANSPORTATION  TAX  REFUNDS 

The  Railway  Accounting  Officers'  Association  has  issued 
over  the  name  of  E.  R.  Woodson,  its  secretary,  interpretations 
of  the  provisions  of  Treasury  Decisions  3255  and  3256,  published 
in  The  Traffic  World  December  10,  for  the  guidance  of  railroad 
accounting  officers.  Secretary  Woodson  based  his  interpreta- 
tions on  a  letter  addressed  to  him  by  A.  C.  Holden,  acting 
deputy  commissioner  of  internal  revenue.  The  Association  has 
also  put  out  a  form  of  certificate  to  be  issued  by  the  railroad 
companies  to  shippers  who  ask  for  the  refund,  after  January  1, 
of  transportation  taxes  erroneously  paid.  The  form  to  be  used 
for  freight  claim  refunds  is  R.  A.  O.  A.  standard  form  No.  195. 
The  carrier  on  whom  claim  for  refund  is  made  after  January  1 
is  required  to  give  the  claimant  a  certificate  to  be  used  by  the 
shipper  as  part  of  the  information  furnished  by  him  in  support 
of  the  claim  for  refund  which  will  have  to  be  handled  by  the 
internal  revenue  office. 

The  form  prescribed  by  the  accounting  association  for 
freight  claims,  together  with  the  instructions  in  connection  there- 
with, is  as  follows: 

NORTH   AND   SOUTH    RAILROAD   COMPANY 

Certificate  of  refund  of  freight  transportation  upon  which  trans- 
portation tax  has  been  collected  but  in  connection  with  which  refund 
of  transportation  tax  can  be  made  only  by  the  Commissioner  of  Inter- 
nal Revenue,  Washington,  D.  C. 


N.  &  S.  R.  R.  Co.,  claim  number          Place  where  this  certificate  is 
or  file  reference.  issued  and  date  issued. 


Waybill   number   and   date.  Amount  of  transportation  charges 

refunded  by  the  carrier  (either 

through    claim    channels   or 

otherwise.) 


From 


To 


Freight  Bill  Number  and  Date. 


Name  of  Claimant. 


Street  Address. 


City. 


Amount  of  tax  actually  collected 

and  not  refunded  applicable  to 

the    transportation    charges 

whlch  ded    by 


Date     (or    dates)    on    which    tax 
was   collected. 


Place  where  taxes  were  collected. 

I    certify    that    the    above    is 
correct: 


Signature    and    title    of   agent   or 
officer  of  carrier. 

The  regulations  of  the  Internal  Revenue  Bureau  prohibit  car- 
riers, on  and  after  January  1,  1922,  from  making  any  refund  of  tax 
on  transportation  charges. 

Section   1316  of  the  Revenue  Act  of  1921  reads: 
"All  claims  for  the  refunding  or  crediting  of  any  internal  revenue 
tax   alleged   to   have    been    erroneously   or   illegally   assessed    or   col- 
lected,   or   of    any    penalty    alleged    to    have    been    collected    without 
authority,  or  of  any  sum  alleged  to   have  been   excessive   or  in   any 


manner  'wrongfully  collected,  must  be  presented  to  the  Commis- 
sioner of  Internal  Revenue  within  four  years  next  after  payment 
of  such  tax,  penalty,  or  sum." 

Under  regulations  of  the  Bureau  of  Internal  Revenue,  all  claim- 
ants who  have  claims  pending  on  or  after  January  1,  1922,  or  who 
file  claims  on  or  after  January  1,  1922,  for  refund  of  tax  on  trans- 
portation charges,  must  file  such  claims  on  U.  S'.  Treasury  Depart- 
ment Form  46  (to  which  this  certificate  must  be  attached),  with  the 
Commissioner  of  Internal  Revenue,  Washington,  D.  C.,  within  four 
years  from  time  tax  was  paid,  claim  being  barred  by  Statute  of 
Limitations  if  received  after  such  time. 

The  Bureau  of  Internal  Revenue  requires  that  the  claim  fur- 
nished to  the  Commissioner  of  Internal  Revenue,  in  applying  for 
refund  of  tax  on  freight  transportation  charges,  must  be  accom- 
panied by  either  the  original  receipts  evidencing  payment  of  the 
tax  or  this  certificate  in  lieu  thereof.  Therefore,  inasmuch  as  it  is 
the  requirement  of  this  company  that  the  original  freight  receipt  be 
retained  by  it,  this  certificate  is  issued  to  the  claimant  as  a  con- 
venience in  supporting  his  claim  for  presentation  direct  to  the  Com- 
missioner of  Internal  Revenue. 

The  interpretations  made  by  Mr.  Holden  exclusive  of  his  re- 
marks about  refunds,  which  are  covered  by  the  form  of  cer- 
tificate to  be  issued  by  the  railroad  companies,  are  as  follows : 

(1)  Prepaid    Freight    Shipments.      On    all    freight    accepted    for 
shipment  up  to  midnight  December  31,   1921,  on  which  the  transpor- 
tation  charges   are   prepaid   or  contracted   for  prepaid,    the   tax   shall 
be   collected   on   basis   of   the    transportation    charges   to    destination, 
regardless   of  when   the  transportation    service   is   completed. 

(2)  "Collect"  Freight  Shipments.    Where  the  transportation  serv- 
ice   is    completed    on    or    after    January    1,    1922,    with    transportation 
charges   to    be    collected    at   destination,    the   tax   does    not   apply   on 
such   transportation   charges. 

(3)  Diverted    Freight    Shipments.      When    freight    is    diverted    or 
reconsigned    en    route    in    accordance    with    the    tariff    provisions,     in 
determining  whether  the  tax  is  applicable,   such  transportation  shall 
be  regarded  as  a  continuous  movement  from  point  of  origin  to  ulti- 
mate destination. 

(4)'  Transit  Privileges.  When  freight  shipments  are  accorded 
transit  privileges,  such  as  milling  in  transit,  dressing  in  transit, 
refining  in  transit,  compression  in  transit,  etc.,  such  shipments,  in 
determininf  whether  the  tax  is  applicable,  shall  be  regarded  as 
involving  two  separate  and  distinct  transportation  movements;  one 
into  the  point  where  the  transit  privilege  is  accorded,  and  a  sep- 
arate and  distinct  movement  of  the  product  out  of  such  point. 

(5)  Export  Shipments.     On  freight  consigned  from  a  point  in  the 
United  States  for  export  to  a  foreign   country,   where   the   transpor- 
tation   within     the    United     States     is    completed    before     midnight 
December  31,   1921.   the  existing  instructions  of  the   Internal    Revenue 
Bureau    (Regulations   No.    49V  are   applicable   and   the  temporary   and 
permanent  exemption   certificates   must   be   furnished   as   evidence    of 
the  right  to  exempt  such  shipments  from  the  tax. 

(6)  Import  Shipments.     For  the  purpose  of  determining  the  ap- 
plication of  the  tax,   an  import  shipment  is  regarded  the   same  as  a 
domestic  shipment. 

(7)  Miscellaneous    Transportation    Services.      On    miscellaneous 
transportation  services  completed  before  midnight,  December  31    1921 
the   tax   is   applicable.      On   wharfage,    storage,    demurrage,    etc.,    the 
date   of  delivery   of   the   freight,    or   release   of   equipment,    shall    de- 
termine  the   application   of   the   tax. 

(8)  Undercharges,  Delayed  Collections,  Etc.     When  the  whole  or 
any    part    of    the    transportation    charges    for    freight    transportation 
services,  completed  before  midnight,   December  31,  1921,  are  collected 
the  tax  applies  on  such  charges,  and  shall  be  collected  by  the  carrier 
from   the   person   making   such   payments,   regardless   of   the   date   on 
which   collection   is   effected. 

(9)  Refunds.     In  adjusting  freight  overcharges,   and  in   redeem- 
ing unused,   and   partially  used,   passage   tickets   and   scrip   books,   no 
carrier  and  no  agent,   officer,   or  employee  of  any  carrier,   shall  make 
any  refunds  or  adjustments  of  the  tax  on  and  after  January  1    1922 

The  requirement  is  that  the  claim  for  refund  of  tax  must  be  filed 
on  U.  S.  Treasury  Department  Form  46,  with  the  Commissioner  of 
Internal  Revenue,  within  four  years  from  the  time  the  tax  was  paid 
claim  being  barred  by  Statute  of  Limitation,  if  received  after  such 
time. 


REVENUE   TRAFFIC   STATISTICS 

The  Traffic   World   Washington  Burca 

Revenue  traffic  statistics  issued  by  the  Commission  for 
September  and  the  nine  months  ended  with  September  show- 
that  freight  revenue  amounted  to  $353.186.343  in  September  as 
compared  with  $437,102,400  in  September,  1920,  and  $2,878,364,410 
in  the  nine  months,  as  compared  with  $3,011,745,229  in  the  same 
period  of  1920. 

Passenger  revenue  amounted  to  $101,064,653  in  September, 
as  compared  with  $128,997,645  in  September,  1920,  and  $892,- 
511,426  in  the  nine  months,  as  compared  with  $950,103,571  in  the 
same  period  of  1920. 

Revenue  tons  of  freight  carried  one  mile  totaled  27,412,335,- 
000  in  September,  as  against  37,867,292,000  in  September,  1920, 
and  225,264,266,000  in  the  nine  months,  as  against  304,582,426,000 
in  the  1920  period. 

Revenue  per  ton-mile  in  September  was  12.88  mills,  as 
against  11.54  mills  in  September,  1920,  and  for  the  nine  months 
it  was  12.78  mills,  as  against  9.89  mills  in  1920. 

The  revenue  tons  carried  in  September  totaled  147,313,000, 
as  against  203,793,000  in  September,  1920,  and  in  the  nine 
months,  1,206,759,000,  as  against  1,633,329,000  in  the  1920  period. 

Revenue  passengers  carried  in  September  numbered  84,- 
482,000,  as  against  104,642,000  in  September,  1920,  and  in  the 
nine  months,  793,684,000,  as  against  937,365,000  in  1920. 


in 

: 

IS 


CORRECTION    IN    FIGURES 

In  the  digest  of  the  Commission's  annual  report,  published 
in  The  Traffic  World,  December  10,  it  was  made  to  appear  that 
the  Commission  had  authorized  the  construction  of  404,705  miles 
and  the  abandonment  of  701,938  miles  of  railroad.-  The  commas 
should  have  been  decimal  points. 
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Decisions  of  Interstate  Commerce  Commission 


BRICK   FROM   DANVILLE,  ILL. 

In  a  report  on  I.  &  S.  No.  1382,  brick  from  Danville,  HI.,  to 
Chicago  rate  points,  the  Commission,  speaking  through  Division 
No.  3,  composed  of  Hall,  Eastman  and  Lewis,  took  action  on  in- 
terstate and  Illinois  intrastate  rates  which,  it  is  believed,  will 
attract  attention  and  probably  be  discussed  in  the  hearings  be- 
iiii-f  the  Senate  committee  on  interstate  commerce.  The  opinion 
w;is  put  out  in  mimeograph  form  without  page  or  opinion 
numbers. 

That  division  held  as  having  been  justified  the  proposal  of 
the  Wabash  and  some  delivering  lines  in  Chicago  rate  district, 
to  reduce  the  rate  on  brick  over  the  interstate  route  of  the 
\Vahash  from  Streator,  111.,  to  Chicago,  from  $1.54  to  $1.50  per 
ton.  The  Wabash  also  proposed  to  reduce  the  rate  over  its  cir- 
cuitous interstate  route  from  Danville  to  Hammond  and  Gary, 
Ind.  The  Commission  permitted  the  reduction  from  Streator 
but  held  that  the  proposed  reduction  from  Danville  had  not  been 
justified. 

The  part  of  the  opinion  which  it  is  believed  will  attract  at- 
tention is  that  in  which  the  Commission  said  that  "respondents 
will  be  expected  to  make  a  like  and  simultaneous  reduction  in 
their  intrastate  rates  from  Streator  to  Chicago."  In  support  of 
that  expectation  the  Commission  called  attenion  to  the  fact  that 
in  its  amended  order  of  March  29,  1921,  issued  in  the  Illinois 
state  rate  case  (60  I.  C.  C.  92),  it  said  "that  nothing  in  our 
order  of  January  11,  1921  shall  be  construed  as  requiring  any 
carrier  to  establish  or  maintain  any  rate  on  intrastate  traffic 
which  is  greater  than  the  corresponding  rate  applicable  to  inter- 
state traffic." 

A  reason  for  the  Commission  doing  that  may  be  found  in 
the  fact  that  where  situations  have  arisen  in  which  Commission- 
made  rates  in  Texas  have  been  shown  to  be  unjust  to  state  traffic, 
the  Texas  commission  has  acted  on  the  assumption  that  it  could 
not  order  a  reduction.  At  one  time  the  Commission  was  inclined 
to  the  view  that  it  could  not  order  a  reduction  in  sand  and 
gravel  rates  within  Texas,  which  had  gone  up  in  compliance  with 
one  of  the  numerous  Shreveport  orders.  Neither  commission 
officially  put  forth  that  view  as  its  own,  but  there  was  no  action 
on  the  rates  in  question. 

All  that,  however,  was  before  the  enactment  of  section  15-a 
and  the  amendment  of  section  13,  giving  the  Commission  au- 
thority to  order  the  removal  of  discriminations  /against  inter- 
state commerce. 

The  Commission,  in  this  case,  forbade  reductions  by  the 
Wabash  in  rates  from  Danville  to  Hammond  and  Gary  rate 
points,  proposed  to  enable  the  Wabash  to  compete  with  direct 
lines  in  handling  brick  into  Chicago.  An  Attica  brick  manu- 
facturer protested,  asserting  that  the  reduction  proposed  by  the 
Wabash  would  constitute  a  discrimination  against  him,  although 
the  only  thing  the  Wabash  proposed  to  do  was  to  put  into  opera- 
tion, over  its  circuitous  route  the  rate  in  effect  via  the  direct 
route.  The  Commission  said  that  if  the  $1.68  rate  proposed  by 
the  Wabash  was  not  in  effect  via  the  shorter  lines,  initiation  of 
such  a  rate,  by  the  Wabash,  from  Danville  to  Gary  and  Ham- 
mond, would  cause  the  discrimination  proposed  against  Attica 
to  "stand  forth  unrelieved  and  without  justification  of  any  kind." 

While  the  argument  in  that  part  of  the  report  indicates  that 
the  proposed  reduction  was  forbidden  on  account  of  unjust  dis- 
crimination that  would  follow,  other  language  indicates  that  the 
real  reason  for  forbidding  that  reduction  was  that  the  adjust- 
ment from  Danville  to  Chicago  was  under  consideration  in  formal 
docket  No.  10733,  the  general  brick  rate  case,  and  that  the  Com- 
mission was  of  the  opinion  that  it  should  not  permit  the  Wabash 
to  do  anything  that  might  "lead  to  embarassment  in  deciding 
that  case." 


of  wood  by  means  of  a  reduction  of  15  cents  on  common  lumber 
and  five  cents  on  common  shingles,  thus  leaving  the  rates  on 
cedar  lumber  and  shingles  15  and  5  cents  higher  than  the  com- 
moner variety  of  lumber  and  shingles.  The  reason  for  that 
change  was  that  the  west  coast  fir  met  serious  competition  wilh 
the  pine  from  the  south,  while  cedar  lumber  and  cedar  shingles 
from  the  far  west  held  the  market  practically  without  competi- 
tion from  any  point.  By  August,  1920  the  differential  against 
shingles  had  become  10  cents. 

While  there  are  some  shingles  made  from  fir  in  the  Pacific 
coast  country  the  number  is  comparatively  small.  The  makers  of 
cedar  shingles,  therefore,  contended  that  the  question  was 
whether  the  far  west  was  to  have  the  shingles  it  produced  put  on 
a  level  with  shingles  produced  in  other  parts  of  the  country  or 
have  them  continued  on  the  higher  basis.  They  said  cedar 
shingles  are  to  fir  lumber  of  the  far  west  what  pine  shingles 
are  to  the  pine  of  the  south.  Locally  In  the  Pacific  coast  terri- 
tory there  is  no  distinction  between  fir  lumber  and  cedar  shingles. 
Only  the  lines  west  of  Minnesota  Transfer,  the  complainants 
pointed  out,  observe  the  differential.  Commissioner  Esch  cited, 
with  approval,  the  fact  that  it  takes  nearly  two  cars  to  earn  as 
much  revenue  from  cedar  shingles  as  from  one  carload  of  fir 
lumber.  He  said  that  while  there  is  some  competition  between 
cedar  and  other  kinds  of  shingles  and  other  kinds  of  lumber, 
the  chief  competition  is  between  cedar  shingles  and  prepared 
roofing;  that  the  production  of  the  patent  roofing  or  patent 
shingles  has  greatly  increased,  the  opposite  fact  is  true  with  re- 
gard to  shingles.  Their  production  has  not  increased,  but  their 
light  loading  was  against  them. 

On  the  basis  of  1920  tonnage  he  said  the  reduction  proposed 
by  the  complainants  would  cost  the  carriers  involved  about 
$1,250,000  a  year. 


RATES   ON   CEDAR  SHINGLES 

In  a  report  written  by  Commissioner  Esch  on  No.  11982,  A. 
&  C.  Mill  Co.  et  al.  vs.  Aberdeen  &  Rockflsh  et  al.,  opinion  No. 
7271,  64  I.  C.  C.  548-52,  the  Commission  held  that  rates  on 
cedar  shingles,  in  carloads,  from  points  in  the  coast  group  of 
Oregon,  Washington  and  British  Columbia  to  practically  all 
destinations  in  the  United  States  and  Canada  were  and  are  not 
unreasonable,  unjustly  discriminatory  or  unduly  prejudicial  ex- 
cept to  points  in  Texas  and  Oklahoma.  As  to  them  the  Commis- 
sion held  the  rates  unreasonable  to  the  extent  that  those  on 
cedar  shingles  exceeded  the  rates  on  common  lumber  by  more 
than  10  cents  prior  to  August  26,  1920,  and  13.5  cents  thereafter. 
It  recommended  reparation  to  those  who  had  made  shipments  on 
the  condemned  rates  to  the  basis  of  10  and  13.5  cents  over  the 
rates  on  common  lumber. 

The  complainants  tried  to  have  the  Commission  put  cedar 
shingles  down  to  the  level  of  rates  on  common  lumber,  as  they 
were  prior  to  1893.  In  that  year  cedar  lumber  and  shingles  were 
put  on  a  higher  level  than  shingles  and  lumber  of  other  varieties 


SHREVEPORT  DECISION  MODIFIED 

In  a  report  on  further  hearing  on  No.  8418,  Railroad  Commis- 
sion of  Louisiana  vs.  Arkansas  Harbor  Terminal  Co.  et  al, 
(Shreveport  case)  Commissioner  Hall  reported  the  conclusion  of 
the  Commission  that  its  order  of  January  22,  1918,  (48  I.  C.  C., 
312),  should  be  modified  by  changing  the  maximum  differentials 
on  wheat,  flour  and  articles  taking  the  same  rates,  to  and  from 
points  in  Texas  differential  territory.  The  further  hearing  was 
had  on  petition  of  the  railroads.  They  asked  for  a  modification 
of  the  differentials  so  as  to  enable  them  to  take  advantage  of  the 
permission  granted  in  Ex  Parte  No.  74.  When  General  Order  No. 
28  came  along  they  had  to  put  a  limitation  in  their  differential 
items  so  as  to  limit  the  increase  to  a  maximum  of  6  cents  per 
100  pounds.  In  Ex  Parte  No.  74,  the  Commission  placed  no  limit 
upon  the  increases  that  would  result  from  the  application  of  the 
percentages  allowed  by  the  Commission. 

In  the  report  on  further  hearing,  put  out  in  mimeographed 
form  without  page  or  opinion  numbers  the  Commission  author- 
ized additions  to  the  common  point  territory  rates,  for  hauls  in 
differential  territory,  beginning  with  two  cents  on  flour  for  hauls 
of  25  miles  or  less  and  running  up  a  maximum  of  14  cents  for 
hauls  in  excess  of  300  miles.  The  differentials  on  wheat  begin 
with  two  cents  and  end  with  11  cents  for  hauls  of  more  than  300 
miles  in  differential  territory. 


RATE   ON    COAL    IN    ILLINOIS 

The  Commission  has  dismissed  No.  11876,  Ideal  Fuel  Co., 
Inc.,  vs.  Director-General,  as  agent,  opinion  No.  7273,  64  I.  C.  C., 
555-6,  holding  that  a  rate  of  $2.30  per  ton  on  coal  from  Herrln, 
111.,  to  Chicago  during  federal  control  was  not  unreasonable. 
The  rate  under  assault  yielded  7.4  mills  per  ton-mile.  The  com- 
plainant asked  for  a  rate  of  $1.60,  which  would  have  yielded 
5.1  mills. 


RATE  ON   COAL 

An  order  of  dismissal  has  been  made  in  No.  11662,  Charleston 
(S.  C.)  Mining  &  Manufacturing  Co.  vs.  Director-General,  as 
agent,  opinion  No.  7272,  64  I.  C.  C.,  553-4,  the  Commission  holding 
that  rates  on  coal  from  points  in  Virginia  and  Kentucky  to  the 
complainant's  plant  in  Florida,  the  post  office  name  of  which 
is  the  same  as  that  of  the  corporation,  were  legally  applicable, 
between  August  23,  1918,  and  November  29,  1919.  The  coal 
moved  to  Jacksonville  at  varying  rates  and  then  on  the  rate  of 
$1.70  beyond.  The  question  was  as  to  whether  the  Jacksonville 
combination  was  legally  applicable.  The  Chalenor  basing  tariff, 
the  Commission  pointed  out,  provided  that  the  Jacksonville  com- 
bination would  be  the  legal  one  from  Virginia  and  Kentucky 
coal  mines  to  the  Charleston  Mining  &  Manufacturing  Company 
plant.  The  complainant  contended  that  the  combination  on 
Jacksonville  was  a  through  rate  and  not  two  separate  rates,  so 
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that  only  one  increase  on  coal  should  have  been  applied.     The 
Commission  disagreed  with  it. 


TRANSIT   STORAGE   ON    APPLES   AND   PEARS 

Increased  transit  storage  charges  in  the  eastern  and  western 
groups  as  denned  in  Ex  Parte  No.  74,  on  apples  and  pears, 
moving  on  transcontinental  rates,  will  not  be  allowed.  The 
Commission,  in  a  report  on  I.  and  S.  No.  1379,  has  held,  as  not 
justified,  the  increase  of  such  charges  from  five  to  seven  cents 
per  100  pounds.  The  carriers  said  that  through  misapprehen- 
sion of  the  Commission's  report  in  Ex  Parte  No.  74,  their  pub- 
lishing agent  had  added  only  one-third  to  the  rates,  while  the 
report  permitted  him  to  add  the  percentages  of  the  groups  in 
which  the  storage  takes  place.  The  Commission,  in  a  mimeo- 
graphed opinion,  without  opinion  or  page  numbers,  called  atten- 
tion to  the  fact  that  the  special  permission  under  which  Ex 
Parte  No.  74  increases  were  made  expired  long  befort  the  car- 
riers asked  for  permission  to  increase  these  charges  and  that 
something  more  than  the  failure  of  the  publishing  agent  to 
understand  what  had  been  given  would  be  needed  to  justify  the 
proposal. 

COMMISSION  ORDERS 

The  Director-general's  motion  to  dismiss  No.  13149,  Penn- 
sylvania Power  &  Light  Co.  vs.  Director-General  and  Lehigh  & 
New  England,  has  been  denied. 

The  order  entered  November  15  in  No.  11375,  Meyersdale 
Smokeless  Coal  Co.  vs.  B.  &  O.  and  Director-General,  which  de- 
nied defendants'  petition  for  rehearing  and  reargument  has  been 
vacated,  and  the  proceeding  has  been  reopened  for  further  argu- 
ment. 

On  petition  of  the  defendant,  St.  Louis-San  Francisco  Ry. 
Co.,  the  Commission  has  reopened  No.  12143,  Gulf  Refining  Com- 
pany of  Louisiana,  in  behalf  of  Union  Petroleum  Co.,  Phila- 
delphia, Pa.  vs.  St.  Louis-Francisco  et  al.,  for  further  hearing 
solely  on  the  question  of  the  liability  of  the  petitioning  de- 
fendant. 

On  petition  of  complainant  the  Commission  has  reopened  No. 
11733,  Parkersburg  Rig  &  Reel  Co.  vs.  B.  &  O.  et  al.,  solely  on 
the  question  of  reparation. 

On  petition  of  complainant  the  Commission  has  reopened 
for  further  argument  No.  11425,  John  Kline  Brick  Co.  vs.  Direc- 
tor-General, New  York  Central  et  al. 

The  complaint  in  No.  13244,  William  E.  Dee  Clay  Mfg.  Co., 
et  al.,  vs.  B.  &  O.  et  al.,  has  been  amended  by  making  the  Chi- 
cago, Burlington  &  Quincy  and  Illinois  Central  additional  parties 
defendant. 

Motion  to  vacate  the  Commission's  order  for  rehearing  in 
No.  8778,  The  Atlas  Portland  Cement  Co.  et  al.  vs.  Northampton 
&  Bath  et  al.,  which  was  filed  on  behalf  of  complainant,  The  At- 
las Portland  Cement  Co.,  has  been  denied. 

On  petition  of  defendant  the  Commission  has  reopened  for 
further  hearing  No.  11948,  Glacifer  Company  vs.  American  Rail- 
way Express  Co.  Pending  final  disposition  of  the  case  the  order 
entered  July  23  will  remain  in  full  force. 

The  Commission  has  authorized  Twin  City  lines,  such  as 
the  iSoo  and  the  Great  Northern,  to  reduce  rates  from  St.  Paul 
and  Minneapolis  to  the  Pacific  Northwest,  on  short  notice,  to  the 
basis  allowed  toy  the  Canadian  Commission,  December  1,  when 
it  reduced  rates  east  of  Port  Arthur  and  Fort  William  to  25  per 
cent  over  September  13,  1920,  and  west  of  those  points,  to  20 
per  cent  over  the  older  basis. 

The  report  on  No.  11541,  Arizona  Corporation  Commission 
et  al.  vs.  Arizona  Eastern  et  al.,  64  I.  C.  C.  253,  has  been  amended 
by  substituting  the  word  "without"  for  the  word  "with"  in  the 
fifth  line  of  page  255. 

The  order  in  No.  9966,  Hudson  Mule  Co.  et  al.  vs.  Louisville 
&  Nashville,  Director-General,  et  al.,  as  amended  September  8, 
has  been  further  modified  so  as  to  become  effective  April  1, 
1922,  instead  of  January  1. 

The  Commission  has  reopened  No.  10892,  Railroad  Commis- 
sioners, State  of  Florida,  vs.  Director-General,  Aberdeen  &  Rock- 
fish,  et  al.,  for  further  hearing  as  to  all  of  the  issues  involved, 
except  as  to  the  carload  minimum  on  vegetables  under  refrigera- 
tion. The  complainants'  petition  for  a  supplemental  investiga- 
tion into  the  quantity  of  ice  used  or  the  cost  of  ice  factor  in 
the  refrigeration  charges  has  been  denied. 

The  Commission  in  special  permission  No.  56011  has  author- 
ized the  extension  of  the  effective  date  of  rates  on  export  grain 
carried  in  Kelly's  I.  C.  C.  No.  1126  from  December  31  to  March 
31.  No  application  has  thus  far  been  received  from  carriers' 
agents  publishing  export  rates  on  grain  for  transit  via  the  Gulf 
ports.  The  competition  for  grain  covered  by  the  Kelly  tariff,  be- 
tween exporters  through  Atlantic  and  Gulf  ports,  is  strong. 
Therefore,  it  has  been  assumed  that  before  the  expiration  date 
of  the  tariffs  governing  grain  through  the  Gulf  ports,  the  agents 
issuing  such  tariffs  will  ask  for  permission  such  as  has  been 
given  Kelly. 

The  Commission  has  instituted  an  investigation,  No.  13345, 
divisions  of  joint  rates,  fares  and  charges  on  traffic  interchanged 
between  Missouri  &  North  Arkansas  Railroad  Company  and  its 


connections  on  the  application  of  that  company.  The  company 
alleged  that  the  divisions  accorded  to  it  are  unjust,  inequitable 
and  unduly  prejudicial  to  it.  The  case  is  to  be  heard  December 
15.  The  following  carriers  are  cited  as  respondents:  The  Atchi- 
son,  Topeka  &  Santa  Fe;  Missouri,  Kansas  &  Texas,  and  C.  E. 
Schaff,  receiver;  the  Chicago,  Rock  Island  &  Pacific;  the  Kan- 
sas City  Southern;  Missouri  Pacific;  St.  Louis-San  Francisco; 
St.  Louis  Southwestern,  and  the  Yazoo  &  Mississippi  Valley. 

Opposing  parties  having  reached  an  agreement,  hearing  in 
No.  13081,  Swift  &  Co.  vs.  C.  M.  &  St.  P  et  al.,  which  was 
scheduled  to  take  place  before  Examiner  Hosmer  in  Chicago, 
December  14,  was  dismissed.  The  case  involved  no  rates  for 
the  future. 

The  carriers  having  agreed  to  withdraw  the  tariffs  under 
suspension  hearing  in  I.  and  S.  1440,  silica  sand  from  Illinois 
and  other  producing  territory  to  the  Pacific  coast  and  inter- 
mountain  territory,  which  was  scheduled  before  Examiner  Hos- 
mer, in  Chicago,  December  15,  was  canceled. 

The  complaint  in  No.  12905,  The  Larrowe  Milling  Co.  vs.  A. 
T.  &  S.  F.  et  al.,  has  been  amended  by  making  the  Bessemer  & 
Lake  Erie  and  numerous  other  roads  additional  parties  de- 
fendant. 

The  American  Cotton  Oil  Co.  has  been  permitted  to  inter- 
vene in  No.  12905,  The  Larrowe  Milling  Co.  vs.  Santa  Fe  et  al. 

Complainant's  petition  for  rehearing  in  No.  10978,  Lehigh 
Portland  Cement  Co.  vs.  Director-General,  Atlantic  Coast  Line 
et  al.,  has  been  denied. 

VALUATION   REPORTS 

The  Commission  has  stated  the  tentative  final  value  of  the 
Atlantic  &  Danville  Railway  Company  to  be  $1,010,881.  Of  that 
amount  the  tentative  final  value  of  the  property  owned  by  the 
railway  company  is  $971,881.  The  cost  of  reproduction  new  was 
set  down  as  $910,646  and  reproduction  less  depreciation  as 
$679,552. 

The  Commission  has  put  out  a  tentative  final  value  of  the 
Pecos  Valley  Southern  Railway  Company  as  being  $373,409.  The 
cost  of  reproduction  new  has  been  stated  as  $420,356  and  re- 
production less  depreciation  as  $312,238. 

The  Commission  has  served  tentative  final  valuation  reports 
on  the  properties  of  the  Nelson  &  Albemarle  Railway  Co.  of 
New  .York,  and  of  the  Louisville  &  Jeffersonville  Bridge  Com- 
pany. On  the  property  of  the  Nelson  &  Albemarle  the  Com- 
mission fixed  as  of  June  30,  1916,  a  value  of  $141,825,  and  on 
the  property  of  the  bridge  company,  as  of  June  30,  1915,  a  value 
of  $2,977,210. 

The  property  of  the  Norwood  &  St.  Lawrence  Railroad 
Company  of  New  York  was  valued  at  $533,078,  as  of  June  30, 
1917.  » 

The  Commission  has  reported  the  tentative  final  value  of  the 
Narragansett  Pier  Railroad  Company's  property  as  being  $310,- 
000.  The  cost  of  reproduction  new,  as  of  June  30,  1916,  was  esti- 
mated at  $369,816  and  cost  of  reproduction,  less  depreciation,  at 
$251,598.  The  railroad  has  an  aggregate  main  line  and  yard  mile- 
age of  10.788. 

The  Commission  has  issued  a  tentative  final  valuation  re- 
port covering  the  property  of  the  Sault  Ste.  Marie  Bridge  Com- 
pany as  of  June  30,  1916.  It  stated  the  final  value  as  $500,750. 
The  carrier  is  the  owner  of  a  railroad  bridge  across  the  St. 
Mary's  River  at  Sault  Ste.  Marie,  Mich.,  together  with  about  1.2 
miles  of  track. 

The  property  of  the  Waupaca-Green  Bay  Railway  Company 
has  been  valued  at  $114,201  as  of  June  30,  1916,  in  a  tentative 
final  valuation  report  served  by  the  Commissicn.  The  property 
of  the  Southern  Illinois  &  Missouri  Bridge  Company  has  been 
valued  at  $3,182,660  as  of  June  30,  1915. 


ALCOHOL  STORAGE  IN  TRANSIT 

The  Traffic  World   Washington  Bureau 

The  Commission  has  allowed  the  Chicago  &  Alton  to  estab- 
lish storage  in  transit  on  denatured  alcohol  at  Peoria,  originat- 
ing at  New  Orleans  or  Westwego,  at  a  charge  of  2.5  cents  per  100 
pounds.  Protest  was  made  against  the  Alton  tariff  proposing 
rules  and  regulations  for  handling  the  commodity,  but  the  Com- 
mission could  see  no  valid  reason  for  denying  to  the  Alton  the 
opportunity  to  fight  for  some  of  the  alcohol  tonnage  originating 
in  Louisiana  and  used  by  industrial  plants  in  the  east.  By 
allowing  storage  at  Peoria  the  Alton  obtains  a  haul  from  East 
St.  Louis  at  least  and,  in  some  instances,  from  junctions  farther 
west.  By  sending  their  alcohol  to  Peoria  the  Louisiana  distillers 
are  enabled  to  compete,  in  deliveries  in  the  East,  with  the  dis- 
tillers at  Peoria,  the  greatest  distillery  point  in  the  country.  By 
providing  storage  at  Peoria  the  Alton  is  also  able  to  compete 
with  the  more  direct  lines  leading  to  the  north  and  east  from 
New  Orleans.  It  also  gives  the  Texas  &  Pacific  a  chance  to  haul 
some  of  the  traflic  in  competition  with  the  lines  on  the  east  side 
of  the  Mississippi. 

Storage  is  offered  on  only  denatured  alcohol.  The  other 
kind,  it  is  suspected,  is  so  much  hedged  about  by  restrictions  that 
the  traffic  is  not  desirable  by  lines  that  would  have  to  incur  extra 
expense  in  the  handling. 
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Tentative  Reports  of  the  Commission 


LUMBER  PENALTY  CHARGE 

Assistant  Chief  Examiner  Ulysses  Butler  has  recommended 
the  dismissal  of  No.  11818,  American  Wholesale  Lumber  Associa- 
tion vs.  Aberdeen  &  Rockflsh,  Director-General  et  al.,  on  a  hold- 
ing that  the  charge  of  $10  a  day  on  cars  of  lumber  and  products 
of  lumber  held  for  reconsignment  beyond  48  hours  after  7  a.  m. 
of  the  day  following  notice  of  arrival  was  not  and  is  not  unrea- 
sonable or  otherwise  unlawful. 

While,  for  hearing  purposes,  a  large  number  of  complaints 
brought  In  the  names  of  individual  shippers  were  bracketed  with 
No.  11818,  Butler  said  that  the  sub-numbers  should  be  retained 
on  the  Commission's  docket  to  give  the  complainants  therein  an 
opportunity  to  present  evidence,  if  they  so  desired,  as  to  whether 
the  charges  collected  were  legally  applicable  under  the  tariffs. 

Butler  recited  at  length  the  facts  as  to  the  shipment  of  lum- 
ber by  mills  having  their  own  sales  forces  and  the  shipment  of 
similar  traffic  by  mills  that  depend  on  wholesalers  for  the  dis- 
tribution of  their  product.  In  discussing  the  contentions  of  the 
complaining  association  that  the  operators  of  the  small  mill,  be- 
ing limited  as  to  capital  and  credit,  are  unable  to  carry  lumber 
in  stock,  Butler  said: 

"The  Commission  is  not  concerned  with  the  method  by  which 
complainant's  members  conduct  their  business.  It  properly  may 
be  pointed  out,  however,  that  the  placing  of  shipments  in  transit 
with  the  intention  of  selling  them  while  on  the  rails  of  the  car- 
riers inevitably  results  in  the  detention  of  some  of  the  cars.  The 
small  mill  is  constantly  tempted  to  put  cars  on  the  rails,  even 
though  trade  conditions  are  such  that  there  is  no  possibility  of 
disposing  of  them  within  a  reasonable  time  after  they  reach  the 
hold  point.  When  the  shipment  reaches  the  hold  point  and  the 
market  is  rising  the  wholesaler  has  an  incentive  to  hold  the 
shipment  awaiting  further  advance  in  price.  On  a  falling  mar- 
ket, on  the  other  hand,  the  consumer  defers  his  purchase.  In- 
stances are  cited  of  record  where  shipments  have  been  held  from 
sale  from  one  or  the  other  of  these  causes. 

"Complainant  argues  that  defendants  having  established  the 
transit  arrangement  and  maintained  it  for  a  number  of  years 
without  limit  as  to  the  time  shipments  may  be  reconsigned,  and 
having  provided  that  freight  may  be  reconsigned  subject  to  de- 
murrage which  were  and  now  are,  to  a  certain  extent,  graduated, 
have  recognized  the  right  of  the  shipper  to  delay  giving  the  re- 
consignment  instructions  and  hold  the  car  beyond  the  expira- 
tion of  free  time. 

"The  primary  function  of  a  railroad  is  to  move  traffic  from 
point  to  point.  The  free  time  provided  for  loading,  unloading  and 
reconsignment  has  been  fixed  as  the  reasonable  time  within 
which  the  car  may  be  relieved  of  a  particular  movement  and  be 
available  for  another  movement. 

"There  is  no  inherent  right  on  the  part  of  a  shipper  to  detain 
a  car  beyond  the  free  time  and  thus  prevent  it  from  being  avail- 
able for  another  movement.  It  cannot  be  too  often  repeated  that 
the  function  of  a  railroad  is  to  furnish  transportation  and  not 
storage. 

"While  it  is  true  that  there  is  a  surplus  of  idle  cars  on  hand 
at  the  present  time  it  should  be  remembered  that  car  shortages 
in  the  past  have  sometimes  followed  quickly  on  the  heels  of  a 
large  supply  of  idle  cars.  The  car  shortages  of  the  past  have 
resulted  in  incalculable  loss  to  both  the  carriers  and  the  ship- 
ping public  as  a  whole.  Where  it  appears  that  shippers  detain 
cars  for  purposes  other  than  might  be  necessary  for  proper  trans- 
portation, the  carriers  are  justified  in  taking  steps  to  prevent 
abuses  which  result  from  car  detention." 

Hence  the  Butler  recommendation  that  the  charge  of  $10  a 
day  be  held  not  to  have  been  or  to  be  unreasonable. 


that  time,  the  examiner  said,  it  has  acquired  title  to  the  tracks 
and  right-of-way  over  which  It  operates,  with  the  exception  of 
certain  sidings  adjacent  to  the  industries  served. 


RATING  OF  MOTOR  TRAILERS 

A  commodity  rate  description  of  vehicles,  other  than  self- 
propelled  and  children's  vehicles,  and  not  a  more  recent  classifi- 
cation rating  on  motor  trailers  applied  on  shipments  of  motor 
trailers  from  South  Kearney,  N.  J.,  and  Norfolk,  Va.,  to  Camp 
Mabry,  Tex.,  said  Attorney-Examiner  Arthur  R.  Mackley,  In  a 
report  on  No.  12698,  The  State  Highway  Department  of  Texas  vs. 
Baltimore  &  Ohio,  Director-General,  et  al.  The  trailers  were 
given  to  the  state  of  Texas  by  the  department  of  agriculture 
when  the  war  came  to  an  end  and  the  trailers  were  not  needed 
in  France  for  carrying  ammunition. 

Various  rates  in  excess  of  $2  were  assessed  on  shipments 
made  in  October,  1919.  The  complainant  and  the  defendants 
agreed  that  the  rates  applied  were  not  the  ones  to  have  been 
imposed.  They  disagreed,  however,  as  to  what  should  have  been 
charged  for  the  part  of  the  movement  west  of  Memphis.  In 
Leland's  general  commodity  tariff,  provision  was  made  for  a  rate 
of  $1.215  for  vehicles,  other  than  self-propelled,  minimum  12,000. 
In  the  western  and  consolidated  classifications  there  is  a  rat- 
ing on  motor  trailers,  with  a  minimum  of  20,000. 

The  final  issue  was  as  to  whether  the  minimum  of  12,000 
or  20,000  was  applicable.  Mackley  called  attention  to  the  fact 
that  when  the  classification  rating  on  motor  trailers  was  adopted, 
the  general  commodity  tariff  naming  the  lower  minimum  was  not 
changed  nor  was  any  change  made  to  show  the  shipper  that 
the  general  commodity  description  of  vehicles,  other  than  self- 
propelled,  would  not  apply  on  the  motor  trailers.  He  said  the 
general  commodity  description  included  the  trailers  and  had  not 
been  cancelled,  wherefore,  it  and  its  minimum  of  12,000  should 
have  been  applied  to  the  shipments. 

At  the  hearing  the  Railroad  Administration  raised  the  ques- 
tion whether  the  state  highway  department  was  authorized  to 
bring  the  complaint.  Mackley  (passed  the  buck  'back  to  that 
branch  of  the  government  by  advising  the  Commission  to  say 
that  "it  is  assumed  that  the  defendants,  promptly,  will  refund 
these  overcharges  to  the  party  entitled  to  receive  them"  and 
that  therefore  no  order  of  reparaion  was  necessary. 


WYANDOTTE  TERMINAL  CASE 

In  a  proposed  report  by  Examiner  Myron  Witters  on  further 
hearing  in  No.  4181,  in  the  matter  of  allowances  to  short  lines 
of  railroads  serving  industries,  I.  &  S.  No.  414,  cancellation  of 
rates  in  connection  with  small  lines  by  carriers  in  official  classifi- 
cation territory,  it  is  recommended  that  the  Commission  find  the 
Wyandotte  Terminal  Railroad  Company  to  be  a  common  carrier 
which  may  lawfully  receive  from  its  trunk-line  connections  com- 
pensation in  the  form  of  divisions  of  joint  rates  or  absorptions 
of  its  switching  charges  under  appropriate  tariff  provision  on 
interstate  shipments  to  and  from  points  on  its  line,  such  divi- 
sions or  absorptions  to  be  no  more  than  reasonable. 

In  the  former  report  (62  I.  C.  C.,  1)  the  terminal  was  found 
not  to  be  a  common  carrier.  No  issue  was  taken  with  the  state- 
ment of  facts  contained  in  that  report,  the  examiner  said,  al- 
though the  terminal  disagreed  with  the  ultimate  finding.  At  the 
time  of  the  former  hearing  the  terminal  had  title  to  1.286  miles 
of  main  track  and  leased  20.478  miles  of  spur  tracks  and  sidings. 
It  also  leased  its  locomotives,  cars  and  other  equipment.  Since 


GAS  AND  FUEL  OIL  RATES 

In  a  report  on  No.  12506,  Greater  Des  Moines  Committee 
et  al.  vs.  Arkansas  Central  et  al.,  Examiner  Andrew  C.  Wilkins 
has  recommended  a  holding  of  unreasonableness  of  rates  on  gas 
and  fuel  oils  from  the  mid-continent  rate  groups  and  from  the 
Kansas  City  district  to  Des  Moines,  the  prescription  of  reason- 
able rates  and  reparation. 

The  complaint  grew  out  of  the  faet  that  the  carriers  made 
no  distinction  in  rates  between  the  two  low  classes  of  petroleum 
products  involved  in  the  case  and  the  more  valuable  highly  re- 
fined products,  such  as  gasoline  and  kerosene.  They  ignored  the 
formula  laid  down  in  Mid-continent  Oil  Rates,  36  I.  C.  C.  109. 
In  that  case  the  Commission  said  that  the  rates  on  crude,  fuel 
and  gas  oils  should  be  five  cents  per  100  pounds  less  than  the 
rates  on  gasoline  and  other  highly  refined  products.  By  reason 
of  the  increases  allowed  since  that  time  the  differential  from 
the  most  distant  groups  if  and  when  applied  has  become  7 
cents  and  6.5  cents  from  the  nearer. 

An  effort  to  justify  the  failure  of  the  carriers  to  apply  the 
formula  in  the  case  of  shipments  to  Des  Moines  was  made  by 
one  of  their  witnesses  on  the  ground  that  since  the  Commission's 
decision  in  that  case  conditions  had  so  changed  that  that  basis 
should  not  be  relied  upon  now.  For  instance,  he  said,  when 
that  basis  was  prescribed  there  were  10  refineries'  in  Kansas 
and  16  in  Oklahoma.  The  average  distance  from  them  to  Des 
Moines  was  411  miles.  Now  there  are  35  refineries  in  Kansas 
and  23  in  Oklahoma  and  the  average  distance  has  increased  to 
532  miles.  He  said  that  if  the  rates  on  refined  oils  were  reason- 
enable  for  an  average  distance  of  411  miles,  then  they  certainly 
were  unreasonably  low  for  an  average  distance  of  532  miles. 
He  also  contended  that  the  advances  in  freight  rates  had  not 
kept  pace  with  the  advances  in  the  prices  of  petroleum  and  its 
products. 

Wilkins  said  the  carriers  compared  the  rates  under  attack 
with  rates  from  Chicago,  Whiting,  Wood  River,  Casper,  Wyo., 
and  Missouri  River  points  to  Iowa  points,  and  from  Philadelphia 
to  points  in  central  freight  association  territory  destinations 
for  similar  distances  to  show  that  the  assailed  rates  were  and 
are  not  unreasonable.  Wilkins,  however,  said  there  was  no 
showing  of  similarity  of  transportation  conditions. 

The  railroads  objected  to  an  award  of  reparation  on  ship- 
ments moving  prior  to  federal  control  on  the  ground  that  they 
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were  barred  The  examiner,  however,  following  the  decisions  of 
the  Commission  that  the  provision  of  the  law  excluding  the 
twenty-six  months  of  federal  control  from  consideration  in  mak- 
ing up  the  period  of  two  years,  said  that  the  exclusion  was  proper 
and  that  some  of  the  claims  therefore  were  not  barred, 
although  many  of  the  shipments  were  made  prior  to  the  begin- 
ning of  federal  control. 

SWITCHING  AT  HELENA,  ARK. 

A  holding  of  illegality  and  an  award  of  reparation  have  been 
recommended  by  Examiner  P.  F.  Gault  in  a  report  on  No.  12732, 
Helena  Traffic  Bureau  vs.  Director-general,  as  agent,  as  to  rates 
for  switching  numerous  carload  shipments  from  Helena  to  West 
Helena  Ark.,  during  federal  control.  The  report  also  covers 
Sub  No  1  of  the  same  case,  Buckeye  Veneer  Co.  vs.  Same. 
Gault  said  the  Commission  should  find  that  the  legal  rate  was 
$4  prior  to  June  25  and  $5  thereafter.  Charges  were  collected 
at  $5  $6.50,  }7  and  $9  per  car.  The  complainants  contended  that 
all  the  sums  collected  in  excess  of  $4  per  car  prior  to  June  25  and 
$5  thereafter  were  overcharges. 

Gault  said  the  issue  was  purely  one  of  tariff  interpretation. 
The  Director-general  did  not  undertake  to  defend  the  rates  that 
were  imposed.  He  contended  there  were  no  switching  rates  to 
apply  to  the  movement  and  that  line  haul  charges  should  have 
been  imposed  on  the  traffic  in  question.  The  tariff  carrying  rules 
and  rates  for  switching  service  contained  one  carrying  a  charge 
of  $4  per  car  for  town  switching,  for  distances  as  great  as  7 
miles  and  more  than  5  miles.  Another  rule  in  the  same  tariff 
provided  that  the  rates  named  should  apply  within  the  switching 
limits  as  established  at  the  time  the  tariff  became  operative  in 
1915.  Gault  said  that,  reading  the  two  rules  together,  made  it 
obvious  that  the  charges  should  have  been  $4  and  $5  per  car. 


to  store  the  plates  on  the  ground.  In  response,  complainants' 
representatives  were  informed  that  the  plates  were  then  so 
stored.  Instructions  to  have  the  plates  put  on  the  ground  were 
not  sent  because  the  complainants  deemed  them  unnecessary 
because  ground  storage  had  already  gone  into  effect. 

Gerry  recommended  a  holding  exactly  in  accordance  with 
the  prayer  of  the  complainants,  namely  55  cents  per  ton  for  the 
first  period  of  30  days  or  fraction  thereof,  and  5  cents  per  ton 
for  each  succeeding  period  of  30  days  or  fraction  thereof,  to 
August  25,  1920,  and  7  cents  thereafter.  He  also  recommended 
reparation  to  that  basis. 

RATE  ON   STONE 

Attorney-Examiner  William  B.  Hunter  has  recommended  the 
dismissal  of  No.  12462,  Peninsular  Portland  Cement  Co.  vs. 
Cincinnati  Northern  and  Director-General,  on  a.  holding  that 
the  rate  on  "stone,  natural,  quarry  waste  or  tailings,"  from 
Lewisburg,  O.,  to  Cement  City,  Mich.,  during  federal  control  was 
not  unreasonable. 


RECONSIGNING  FOR  EXPORT 

Examiner  P.  F.  Gault  has  recommended  the  dismissal  of 
No.  12775,  Foxley  Stave  and  Lumber  Company  vs.  Louisville  & 
Nashville,  on  a  holding  that  the  defendant's  tariff  rule  governing 
the  reconsignment  for  export,  of  shipments  consigned  locally  to 
New  Orleans,  and  the  demurrage  charges  collected  on  three  car- 
loads of  gum  staves  shipped  from  Mobile  to  New  Orleans,  were  and 
are  not  unreasonable  or  unjustly  discriminatory.  The  shipments 
in  question  moved  in  October,  1920.  Notice  of  the  desire  to  ex- 
port the  shipments  was  given  within  seven  days  the  rule  ap- 
plicable at  ports  other  than  New  Orleans,  but  not  within  48 
hours  of  the  arrival  of  the  shipment  at  New  Orleans,  so  they 
did  not  come  within  the  Louisville  &  Nashville  rule  that  to  en- 
title the  traffic  to  the  benefits  of  the  export  regulations,  notice 
of  intention  must  be  given  within  48  hours  after  arrival.  The 
cars  arrived  on  three  separate  days  and  extending  over  a  week 
and  notice  of  desire  to  export  was  given  when  the  last  arrived. 

The  rule  under  attack  applies  only  on  the  L.  &  N.  It  was 
suggested  by  the  Commission  for  general  application  of  gulf 
ports  but  the  other  carriers  did  not  make  it  operative  except  at 
New  Orleans.  The  complainant  made  much  of  the  fact  that  the 
Louisville  &  Nashville  was  the  only  one  using  that  rule  at  New 
Orleans.  The  examiner  said  the  rule  could  not  be  condemned  as 
unreasonable  merely  because  it  was  published  only  by  the  Louis- 
ville &  Nashville  and  not  other  carriers  serving  New  Orleans. 


DEMURRAGE  ON  EXPORT  STEEL 

Attorney  Examiner  Charles  F.  Gerry  in  a  report  on  No. 
12748,  A.  G.  Kidston  &  Company,  vs.  Delaware,  Lackawana  & 
Western,  has  recommended  condemnation  as  unjust  and  unreas- 
onable, the  legally  applicable  car  demurrage  charges  collected 
at  New  York  and  Philadelphia  on  car  load  shipments  of  steel 
plates  for  export  in  the  period  from  June  1  to  September  30, 
1920.  The  report  also  covers  No.  12863,  Same  vs.  P.  R  R.  Co. 
and  No.  13248,  Hawthorne  &  Co.,  Ltd.  vs.  D.  L.  &  W.  et  al.  Haw- 
thorne &  Company  are  shipbuilders  at  Leith,  Scotland.  The  com- 
plainants alleged  that  demurrage  charges  amounting  to  $7,139 
were  unjust  and  unreasonable  to  the  extent  that  they  exceeded 
handling  and  ground  storage  charges  of  55  cents  per  ton,  net  or 
gross,  as  rated,  for  the  first  period  of  30  days  or  fraction  thereof, 
and  5  cents  per  ton  additional  for  each  succeeding  30  days  or 
fraction  thereof.  They  further  alleged  that  the  rule  providing 
for  the  assessment  of  demurrage  charges  on  property  stored  on 
the  ground,  unless  written  request  is  made  within  the  free  time, 
to  have  the  property  unloaded  on  the  ground,  were  unreasonable, 
unjustly  discriminatory,  unduly  prejudicial  and  otherwise  unlaw- 
ful. 

Demurrage  charges  at  the  rate  of  $2  for  each  of  the  first 
four  days,  and  $5  for  each  succeeding  day  were  assessed  until 
the  cars  were  released. 

Charges  of  $6,223  were  assessed  on  36  carloads  of  steel 
plates  of  which  $2,144  were  paid  by  Hawthorne  &  Company  and 
the  remainder  by  Kidston  &  Co.  The  rest  of  the  sum  first  men- 
tioned accrued  on  other  shipments.  Being  unable  to  accept  de- 
livery, a  representative  of  the  complainants  advised  representa- 
tives of  the  railroads  by  telephone,  that  requests  would  be  made 


RATE    ON    BLACK    POWDER 

Dismissal  of  the  complaint  in  No.  12972,  the  State  Highway 
Department  of  Texas  vs.  Director-General,  as  agent,  Chicago, 
Burlington,  Quincy  et  al.,  has  been  recommended  by  Examiner 
Henry  C.  Keene  on  a  proposed  finding  that  the  rate  charged 
on  one  car  of  black  powder,  which  originated  at  Perth  Amboy, 
N.  J.,  was  billed  to  Lincoln,  Neb.,  reconsigned  at  that  point  to 
Austin,  Tex.,  and  stopped  short  of  billed  destination  at  Fort 
Worth,  Tex.,  was  not  unreasonable,  unduly  prejudicial  or  other- 
wise unlawful. 


OIL   WELL   SUPPLIES,    ETC. 

An  award  of  reparation  has  been  recommended  by  Exam- 
iner Henry  C.  Keene,  in  a  tentative  report  on  No.  12932,  Humble 
Oil  and  Refining  Co.  et  al.  vs.  Director-General,  as  agent,  Texas 
&  Pacific,  et  al.,  on  a  proposed  finding  that  charges  collected 
upon  basis  of  combination  rates  to  and  from  Fort  Worth  and 
other  Texas  points,  on  34  carloads  of  pipe,  boilers  and  oil  well 
supplies,  which  moved  from  points  in  Pennsylvania,  Ohio  and 
West  Virginia  to  Gorman,  Burkburnett,  Cisco  and  Ranger,  Tex., 
were  illegal.  The  Commission  should  find,  the  examiner  said, 
that  the  charges  assailed  were  illegal  to  the  extent  that  they 
exceeded  those  which  would  have  accrued  at  the  Texas  common 
ppint  rates  contemporaneously  in  effect,  from  points  of  origin 
to  final  destinations,  plus  applicable  diversion  or  reconsignment 
charges. 


RATE  ON   SILICA  SAND 

Attorney-Examiner  Arthur  R.  Mackley,  in  a  report  on  No. 
12834,  Victory  Window  Glass  Co.  vs.  A.  T.  &  S.  F.  et  al.,  recom- 
mended a  holding  of  unreasonableness  as  to  a  rate  of  32.5  cents 
on  silica  sand  from  Gray's  Summit,  Mo.,  to  Augusta,  Kan.,  via 
the  Missouri  Pacific  and  Santa  Fe,  prior  to  March  27,  and  a 
rate  of  21.5  cents  via  the  Missouri  Pacific  and  Frisco  before 
and  since  that  date.  He  said  that  a  reasonable  rate  would  have 
been  13.5  cents  and  that  reparation  should  be  made  to  that 
basis.  The  Frisco,  at  the  hearing,  expressed  a  willingness  to 
establish  the  13.5-cent  rate  in  connection  with  the  Missouri 
Pacific. 


RATE   ON    LOG   CAR   WHEELS 

Examiner  Paul  O.  Carter,  in  a  proposed  report  on  No.  12804. 
Queen  City  Iron  and  Metal  Co.  vs.  Seaboard  Air  Line  et  al.,  has 
recommended  a  holding  that  the  sixth  class  rate  of  52  cents 
was  not  applicable  on  a  carload  of  second-hand  log  car  wheels 
shipped  from  Andrews,  S.  C.,  to  Harrisburg,  Pa.,  on  March,  1919, 
but  that  the  class  A  rate  of  45  cents  was  applicable.  The  com- 
plainant contended  for  the  scrap  iron  rate,  but  the  inspector 
who  looked  at  the  carload  said  that  apparently  one-third  of  the 
wheels  could  be  used  again,  and,  therefore,  the  scrap  rate  could 
not  be  applied,  especially  in  view  of  the  fact  that  no  pretense 
had  been  made  to  bring  the  wheels  within  the  scrap  iron  rule 
by  breaking  them.  Carter  said  the  overcharge  should  be  re- 
funded and  the  case  dismissed. 


RATES  ON   SILICA  SAND 

Examiner  R.  L.  Shanfelt  has  recommended  the  dismissal  of 
No.  12469,  Silica  Sand  Producers'  Association  (Armourdale  di- 
vision) vs.  Missouri  Pacific  et  al.,  on  a  holding  that  the  rates 
on  silica  sand,  from  Ottawa,  Wedron,  Millington  and  Oregon, 
111.,  to  Armourdale,  Kan.,  had  not  been  shown  to  be  unreasonable 
or  unduly  prejudicial.  The  ^complainant  alleged  the  rates  were 
unduly  prejudicial  because  and  to  the  extent  that  they  exceeded 
those  from  Pacific,  Gray's  Summit,  Klondike  and  Crystal  City, 
Mo.,  by  more  than  30  cents  per  ton. 


RATE  ON   KEROSENE 

In  a  report  on  No.  12742,  Empire  Refineries  vs.  St.  Louis- 
San  Francisco  et  al.,  Attorney-Examiner  Arthur  R.  Mackley 
recommended  a  holding  of  unreasonableness  as  to  a  rate  of  34 
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cents  on  a  carload  of  kerosene  from  Okmulgee,  Okla.,  to  Greenup, 
111..  In  February,  1919,  because  and  to  the  extent  that  it  ex- 
ceeded a  rate  of  29.5  cents  to  an  intermediate  point.  The  ex- 
aminer said  that  the  intermediate  clause  was  in  effect,  without 
routing  restrictions,  on  the  Illinois  Central,  over  which  the  ship- 
ment moved  east  of  East  St.  Louis,  and  that  therefore  the  lower 
rate  in  effect  to  the  more  distant  point  should  have  been  ap- 
plied. He  recommended  reparation  to  that  basis. 

SUGAR,  LOUISIANA  TO  TEXAS 

A  finding  of  unreasonableness,  undue  prejudice  and  prefer- 
run-,  and  an  award  of  reparation  has  bee'n  made  by  Examiner 
John  H.  Howell,  in  a  report  on  No.  11902,  Beaumont  Chamber  of 
Commerce  et  al  vs.  Beaumont,  Sour  Lake  &  Western,  Director- 
Kftirnil  t>t  al.  as  to  carload  rates  on  sugar  from  New  Orleans  and 
in  her  refining  points  in  Louisiana,  to  Beaumont,  Port  Arthur, 
\\Vst  Port  Arthur  and  Orange,  Tex.,  between  June  25,  1918  and 
August  25,  1920.  The  allegation  was  that  they  were  unreason- 
able to  the  extent  that  they  exceeded  21.5  cents  in  the  period 
from  June  25,  1918,  to  August  25,  1920,  and  29  cents  thereafter. 
Howell  agreed  with  the  contention  of  the  complainants  and  rec- 
ommended reparation  to  the  basis  of  the  rates  hereinbefore  men- 
tioned. 


RATES  ON  SPEEDOMETERS,  ETC. 

A  holding  of  unreasonableness  and  an  award  of  reparation 
has  been  recommended  by  Examiner  H.  J.  Wagner,  in  a  report  on 
No.  12568,  Chevrolet  Motor  Co.,  of  California,  vs.  C.  M.  &  St.  P., 
Director-general,  et  al,  as  to  ratings  and  rates  on  speed  indi- 
cators, (speedometers)  and  speed  indicator  connections  in  less 
than  carloads  from  Chicago  to  Oakland,  Calif.  The  carriers  im- 
posed double  first  class.  Wagner  said  that  the  same  issues  were 
disposed  of  in  64  I.  C.  C.  541,  in  which  the  Commission  said  that 
the  ratings  on  speedometer  heads  and  connections,  Id,  should 
not  exceed  first  and  second  class  respectively.  Wagner  recom- 
mended reparation  to  the  basis  mentioned  in  the  controlling  case 


RATE   ON   SULPHURIC  ACID 

Attorney  Examiner  Arthur  R.  Mackley,  in  a  report  on  No. 
12,684,  Magnolia  Petroleum  Co.  vs.  St.  Louis  Southwestern  Ry. 
and  Director-general,  has  recommended  the  condemnation,  as 
unreasonable,  of  a  rate  of  41.5  cents  on  sulphuric  acid  from  east 
St.  Louis  to  Chaison,  Tex.,  during  federal  control,  to  the  extent 
that  it  exceeded  31.5  cents.  He  also  recommended  reparation  to 
that  basis.  Chaison  is  a  station  on  the  Texarkana  &  Ft.  Smith 
and  Texas  &  New  Orleans.  Until  late  in  1919  was  outside  the 
city  limits  of  Beaumont.  For  some  purposes  it  was  grouped  with 
Beaumont.  To  most  of  the  other  points  in  the  group  a  rate  of 
31.5  cents  was  imposed  on  the  acid  which  is  used  by  petroleum 
refiners  in  clarifying  gasoline.  In  February,  1921,  Chaison  was 
placed  on  the  same  basis  with  other  points  in  that  group,  so  the 
only  question  was  that  of  reparation.  Mackley  thinks  reparation 
should  be  made  to  the  basis  of  the  31.5  cent  rate  which  was  es- 
tablished February,  1921. 


RATES  ON  CIDER  AND  APPLE  JUICE 
Examiner  H.  W.  Archer,  in  a  report  on  No.  12179,  Traffic 
Bureau,  Chamber  of  Commerce,  Phoenix,  Ariz.,  et  al.  vs.  Southern 
Pacific  Director-General,  et  al.,  recommended  a  holding  that  rates 
on  cider  and  apple  juice  in  tin  cans,  boxed,  from  Talent,  Ore., 
to  Phoenix,  Ariz.,  since  January  1,  1919,  were  and  are  unreason- 
able and  unduly  prejudicial  to  the  extent  they  exceeded  $1.065 
prior  to  August  26,  1920  and  $1.35  thereafter,  and  that  for  the 
future  they  will  be  unreasonable  to  the  extent  that  they  ex- 
ceed the  rates  in  effect  from  Talent  to  Tucson,  Ariz. 


INDIANAPOLIS   LIVESTOCK  SWITCHING 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal 
of  No.  12349,  Kingan  &  Company  vs.  Director-general,  as  agent, 
on  a  holding  that  the  switching  rate  of  $5  per  car  on  livestock 
from  the  stockyards  in  Indianapolis  to  complainant's  plant  in  the 
periods  between  February  19,  1919  and  February  29,  1920,  in- 
clusive, and  March  1,  1920  and  August  31,  1920,  was  not  un- 
reasonable. 


PETITIONS    FOR    REHEARING,    ETC. 

The  Director-General  has  asked  for  a  further  consideration 
of  the  Commission's  findings  in  No.  11808,  Marden,  Orth  & 
Hastings  Co.  vs.  Director-General  et  al. 

Takata  &  Co.,  intervener  in  No.  11168,  D.  Nagase  &  Co., 
Ltd.,  vs.  Director-General,  Great  Northern,  et  al.,  has  asked  the 
Commission  to  reopen  that  case  so  that  it  may  produce  evidence 
tending  to  establish  that  it  paid  and  bore  the  freight  charges 
on  the  shipment  in  question. 

Complainant  in  No.  11490,  Chicago  Sand  &  Gravel  Producers 
et  al.  vs.  Director-General  et  al..  has  asked  for  a  rehearing. 

Complainants  in  No.  11541.  Arizona  Corporation  Commission 
et  al.  vs.  Arizona  Eastern  et  al.,  have  asked  for  a  rehearing  and 
reargument. 


GRAIN  CASE  AND  RATE  INQUIRY 

Tht   Traffic   World   Washington  Bureau 

The  Commission,  December  16,  denied  the  petition  of  the 
carriers  for  a  rehearing  In  the  western  grain  rate  cane.  No 
reason  was  assigned  for  the  denial.  Technically,  this  means 
that  the  reductions  ordered  for  December  27  must  be  made. 
However,  the  denial  does  not  mean  that  the  Commission  could 
not  extend  the  effective  date  of  its  order  for  six  months,  aa 
suggested  by  Alfred  P.  Thorn. 

The  refusal  to  rehear  the  case  was  interpreted  by  both  car- 
riers and  shippers  as  Indicating  that  the  Commission  intends  to 
disappoint  those  executives  who,  at  the  conference  between  them- 
selves and  the  Commission,  November  12,  reached  the  conclusion 
that  the  Commission  would  stand  for  the  substitution  of  the 
ten  per  cent  agricultural  cut  for  those  ordered  in  the  western 
grain  case.  Traffic  executives  attending  the  general  Inquiry 
clearly  indicated  that  they  considered  it  disastrous  for  carrier 
interests  that  the  Commission  should  expect  both  reductions 
to  be  made.  They  expect  to  carry  out  their  promise  to  make 
the  ten  per  cent  reduction  December  31. 

The  Commission  postponed  the  beginning  of  its  bearing 
on  docket  13293,  the  general  rate  investigation,  from  10:30  a.  m. 
until  2  p.  m.  December  14.  The  postponement  was  made  so 
as  to  allow  the  Commission  to  listen  to  arguments  on  No. 
12929,  the  western  grain  case,  in  which  the  carriers  had  filed 
a  motion  for  rehearing  so  as  to  have  their  ten  per  cent  gen- 
eral agricultural  reduction  substituted  for  the  reductions  ordered 
in  the  western  grain  rate  case.  Last  week  the  Commission  set 
down  the  two  cases  to  be  heard  and  argued  simultaneously  De- 
cember 14.  That  simultaneous  assignment  seemed  to  connect 
the  two  cases  as  desired  by  the  railroads.  The  postponement 
seemed  to  have  the  effect  of  separating  them  so  that  the  grain 
case  would  stand  submitted  on  the  motion  for  rehearing  before 
the  Commission  began  taking  testimony  in  the  general  inves- 
tigation. 

Announcement  was  made  at  the  hearing  for  reopening  of  the 
western  grain  rate  case,  December  14,  that  the  railroads  had  de- 
cided to  put  into  effect  the  10  per  cent  reduction  on  farm  prod- 
ucts throughout  the  country  (except  New  England)  December 
31,  regardless  of  what  the  Commission  might  do  in  the  western 
grain  case.  It  was  stated,  by  R.  H.  Collyer,  in  answer  to  ques- 
tions by  Commissioner  Aitchison,  that  where  rates  on  farm 
products  are  on  the  class  basis,  only  90  per  cent  of  the  class 
rate  would  be  applied  after  the  general  reduction  went  into  effect. 

An  additional  announcement  was  that  the  reduction  also 
would  apply  on  alfalfa  meal.  Alfalfa  hay  -was  included  in  the 
Commission's  order  requiring  reductions  to  be  made  December 
21,  but  meal  was  not  included.  Inasmuch  as  much  of  the  alfalfa 
is  shipped  in  the  form  of  meal,  failure  to  include  meal  in  the 
order  had  caused  commotion  of  considerable  size  among  the 
feed  manufacturers  of  the  western  country. 

Eastern  and  western  carriers,  responding  to  protests  against 
the  shortness  of  their  list  of  grain  products,  as  carried  in  the 
exhibit  attached  to  the  special  permission  issued  by  the  Com- 
mission for  a  10  per  cent  reduction,  have  been  authorized  to 
extend  that  list  so  as  to  include  practically  everything  that  is 
known  as  a  grain  product,  including  such  things  as  elevator  dust 
and  pigeon  feed.  To  enable  them  to  do  that  the  Commission,  De- 
cember 9,  canceled  exhibit  B,  attached  to  special  permission 
55940,  and  later  granted  them  permission  to  use  a  much  enlarged 
list,  including  cottonseed  meal  and  cake.  Southern  lines  included 
their  whole  list  in  their  first  application. 

The  announcement  of  the  intention  to  make  the  10  per  cent 
reduction,  regardless  of  the  outcome  in  the  grain  case,  came  as 
a  surprise  to  shippers  and  constrained  the  opponents  of  what 
the  railroad  executives  proposed,  to  make  changes  in  their  argu- 
ments. The  railroads  had  not  made  any  declarations  on  that 
point  other  than  that  they  were  going  ahead  with  their  plans 
for  a  10  per  cent  reduction.  Until  the  information  was  defi- 
nitely imparted  there  was  an  idea  that  the  carriers  would  not 
carry  out  their  plan  for  a  nation-wide  cut  unless  and  until  they 
knew  that  the  Commission  would  set  aside  its  order  in  the 
western  case. 

Grain   Case   Hearing 

In  everything  except  name  the  Commission  began  its  general 
freight  rate  inquiry  at  the  morning  session  of  December  14, 
notwithstanding  the  fact  that  in  a  last-minute  change  of  plan 
it  had  set  aside  that  part  of  the  day  for  arguments  on  the  motion 
of  the  carriers  for  rehearing  in  the  Western  grain  rate  case. 

Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  who  supported  the  application  for  rehearing  in 
the  grain  rate  case,  brought  forward  the  facts  which  would 
justify  the  Commission  in  conducting  a  general  investigation 
of  freight  rates.  After  calling  attention  to  the  fact  that  the  mat- 
ter could  be  considered  either  from  the  legalistic  or  from  the 
economic  point  of  view,  Mr.  Thorn  said  he  preferred  to  deal 
with  it  from  the  economic  standpoint  because  the  Commission, 
in  making  its  decision  in  the  grain  rate  case,  used  the  poor 
financial  condition  of  the  agricultural  industry  as  the  compell- 
ing consideration  in  making  its  decision.  In  his  view,  the  thing 
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that  inspired  the  Commission  to  make  the  decision  it  did  was 
the  acute  distress  of  the  agricultural  industry. 

"I  shall  not  quarrel  with  that  point  of  view,"  said  Mr.  Thorn. 
"I  shall  follow  the  Commission  and  discuss  this  application  for 
rehearing  on  that  broad  ground,  not  confining  myself,  however, 
to  the  condition  of  the  agricultural  industry,  but  extending  my 
remarks  to  cover  the  financial  condition  of  the  railroads.  An 
examination  of  the  facts  with  regard  to  the  railroads  will  show 
that  they,  too,  are  suffering  from,  in  an  exaggerated  form,  the 
things  that  affect  agriculture." 

Then  Mr.  Thorn  recited  a  mass  of  figures  showing  that  dur- 
ing federal  control  the  government  imposed  on  the  railroads  a 
debt  of  $1,144,000,000  for  extensions  and  betterments,  sometimes 
against  the  protests  of  the  railroads  which  were  obliged  in  that 
way  to  incur  capital  expenditures  which,  in  their  judgment, 
were  not  warranted  by  the  prospects.  That  debt,  he  said,  was 
created  for  them  without  giving  them  an  opportunity  to  make 
provision  for  raising  that  immense  sum  by  the  ordinary  method 
of  issuing  either  stocks  or  bonds,  or  both.  Settlements  under 
which  the  railroads  were  awarded  $436,000,000  have  been  made, 
but,  Mr.  Thorn  said,  the  railroads  did  not  obtain  the  money  in 
full,  because  the  government  deducted  $179,710,117  as  offsets. 
In  addition  to  that,  the  government  still  owes  as  compensation 
$271,000,000,  plus.  In  addition,  he  said,  the  government,  at  the 
time  it  took  over  the  railroads,  obtained  in  excess  of  $183,000,000 
cash  in  the  tills  and  treasuries  of  the  railroads.  That  money 
became  part  of  current  assets  used  by  the  government  and  is 
now  involved  in  the  settlement  claims,  he  said. 

"It  is  now  proposed,  .1  presume  out  of  the  necessities  of 
the  treasury,  to  take  still  further  sums  from  the  current  reve- 
nues of  the  carriers,  to  pay  the  capital  obligations  incurred  by 
the  government  for  the  account  of  the  railroads,"  said  Mr. 
Thorn.  "The  government  practice  of  making  extensions  out  of 
current  funds  was  contrary  to  every  rule  that  has  been  enforced 
upon  the  railroads  by  this  Commission.  This  Commission  has 
always  said  that  funds  for  capital  expenditures  should  be  ob- 
tained upon  long-time  paper,  and  not  from  the  current  revenue." 
These  things  Mr.'  Thorn  quoted,  as  he  said,  to  show  that 
agriculture  is  not  the  only  industry  that  is  suffering  by  reason 
of  the  profound  disturbances  caused  by  the  war.  He  said  that 
the  railroad  executives  were  not  insensible  to  the  suggestion 
made  in  the  highest  quarters  by  shippers  and  other  responsible 
men  that  there  should  be  a  reduction  in  transportation  cost  so 
as  to  restore  the  industries  of  the  country.  They  discussed 
many  methods,  he  said,  and  finally  reached  the  conclusion  that 
a  ten  per  cent  reduction  on  all  agricultural  products  throughout 
the  country,  except  in  New  England,  would  be  the  best  way 
to  approach  a  return  to  normalcy. 

"We  concluded  it  was  an  immense  hazard  for  these  rail- 
roads, in  view  of  the  facts  I  have  set  forth,  to  make  such  a 
reduction;  if  it  failed  it  would  be  at  the  expense  of  the  efficiency 
of  the  railroads,"  he  said.  "It  was  represented  to  us  from  high 
quarters  that  we  should  take  this  first  step  toward  the  removal 
of  the  bonds  that  were  holding  back  and  down  the  return  of 
prosperity.  We  were  assured  that  if  we  took  this  step  it  would 
be  given  strong  public  support." 

Then  Mr.  Thorn  related  the  history  of  conferences  among 
the  railroad  executives  leading  to  the  proposal  of  the  ten  per 
cent  reduction  which  was  rejected  at  the  conference  in  Chicago 
October  10,  but  finally  adopted  at  he  New  York  conference  No- 
vember 16. 

Answering  a  question  by  Commissioner  Potter,  Mr.  Thorn  said 
it  was  his  recollection  that  the  executives  had  practically  con- 
cluded to  suggest  a  ten  per  cent  reduction  on  all  agricultural 
products  before  the  Commission  had  made  its  decision  in  the 
Western  grain  rate  case.  He  said  that  the  Commission,  of 
course,  knew  the  date  of  its  decision  and  he  had  given  the  days 
on  which  the  executives  had  made  their  decisions. 

"It  was  not  then  taken  because  of  our  decision?"  asked  Mr. 
Potter. 

Mr.  Thorn  said  that  it  was  not.  He  added  that  the  execu- 
tives had  concluded  that  the  agricultural  industry  stood  alone 
with  equities  above  that  of  all  others,  entitling  it  to  special 
consideration. 

"Our  proposition  is  that  for  an  experimental  period  of  six 
months  you  permit  this  ten  per  cent  reduction  to  go  into  effect 
on  the  whole  list  of  agricultural  products  and  that,  while  that 
experiment  is  going  on  you  suspend  your  order  in  the  Western 
grain  rate  case  so  that  your  general  inquiry  to  be  begun  this 
afternoon  will  be  without  the  hampering  effects  of  an  order 
in  the  hay  and  grain  case  that  does  not  cover  the  broad  list 
submitted  by  us,"  said  Mr.  Thorn. 

"Our  estimate  is  that  the  ten  per  cent  reduction  will  reduce 

revenues    $94,000,000,    subtracting    from    that     sum     the    losses 

revenue   that    will    be     caused     by     reductions     on     agricul- 

ural   products  made  before   the  operative  date  of  the  ten   per 

cent  reduction.     It  is  our  estimate  that  the  reductions  ordered 

in  the  Western  grain  rate  case  would  cause  a  revenue  loss  of 

between  $32,000,000  and  $33,000,000. 

"This  is  an  earnest  effort,  an  offer  based  on  hopes  for  the 
uture,  made  under  the  most  trying  and  dangerous  conditions 


and  against  the  vigorous  protests  of  many  and  important  rail- 
roads." 

In  answer  to  Commissioner  Potter,  Mr.  Thorn  said  it  was 
the  position  of  the  railroads  that  their  offer  would  justify  or 
call  for  the  suspension  of  the  Commission's  order  in  the  West- 
ern grain  rate  case. 

John  E.  Benton,  for  the  state  commissions  that  filed  the  grain 
rate  case,  Clifford  Thome,  for  the  American  Farm  Bureau  Fed- 
eration and  other  interests,  and  Clyde  M.  Reed,  for  the  com- 
plainants in  the  grain  case,  opposed  rehearing.  Benton  an- 
nounced that  the  California  and  Washington  commissions  did 
not  oppose  the  proposal  of  the  railroads. 

"The  railroads  are  asking  the  Commission  to  do  an  impos- 
sible thing,"  said  Mr.  Benton,  "they  are  asking  it  to  permit  them 
to  continue  to  exact  charges  found  by  the  Commission  to  be 
unreasonable,  which  charges  have  been  thereby  marked  as  being 
within  the  condemnation  of  the  law.  It  is  a  strange  request. 
I  doubt  if,  in  the  history  of  the  Commission,  one  like  it  was 
ever  made  before.  This  document  is  called  a  'motion  for  a  re- 
hearing' but  has  it  any  right  to  be  here  under  that  name?  The 
Commission's  rules  prescribe  that  in  such  a  motion  'the  matters 
claimed  to  have  been  erroneously  decided  must  be  specified  and 
the  alleged  errors  briefly  stated';  we  look  in  vain  in  this  docu- 
ment for  any  such  specification.  No  error  of  law  or  fact  is 
alleged. 

"We  are  unable  to  see  anything  in  this  matter  but  a  trading 
proposition,  after  the  time  for  trading  has  gone  by  and  when 
facts  have  become  settled  and  judgment  has  been  entered.  The 
carriers  propose  that  the  Commission  shall  swap  a  portion  of 
rate  reductions  which  the  Commission  has  found  certain  ship- 
pers are  entitled  to,  for  other  reductions  which  the  carriers  ad- 
mit that  certain  other  shippers  are  also  entitled  to.  We  chal- 
lenge the  carriers'  claim  that  they  cannot  afford  to  make  other 
reductions  unless  you  declare  that  your  hearings  and  findings 
in  this  case  mean  nothing,  and  that  rates  you  have  found  to  be 
unjust  and  unreasonable  are,  nevertheless,  just  and  reasonable. 
Carriers'  operating  costs  have  been  reduced  more  than  half  a 
billion  dollars  in  the  past  few  months.  This  case  involves  less 
than  $40,000,000;  it  is  not  a  small  sum,  but  it  is  but  a  small 
part  of  the  reductions  that  are  due  the  American  people." 

Commissioner  Potter  did  not  ask  for,  nor  did  he  obtain  a  cate- 
gorical answer  to  a  question  propounded  by  him,  which  was: 
"If  this  Commission  comes  to  the  conclusion,  under  section  15-a, 
that  the  railroads  cannot  make  the  ten  per  cent  reduction  and 
the  reductions  ordered  by  us  in  the  Western  grain  rate  case,  is 
it  your  opinion  that  we  should  forbid  them  to  make  the  ten 
per  cent  reduction?" 

Mr.  Benton  said  that  he  would  make  a  categorical  answer  to 
it  if  Mr.  Potter  insisted  upon  it,  but  he  preferred  to  say  that  he 
assumed  the  Commission  would  take  cognizance  of  the  fact  that 
the  carriers  admitted  that  they  ought  to  reduce  some  rates  and 
deal  with  that  admission  in  accordance  with  law. 

In  behalf  of  the  farm  organizations  represented  by  him, 
Clifford  Thorne  took  the  position  that  it  would  cost  the  railroads 
only  between  $14,000,000  and  $16,000,000  more  to  make  both 
reductions  than  to  make  only  that  which  had  been  ordered  by 
the  Commission  in  the  case  under  .discussion.  He  said  that  the 
railroads  were  in  accord  with  the  agricultural  industry  on  the 
economic  phases  of  the  subject.  He  said  the  opposition  was 
based  on  the  ground  that  the  railroads  are  making  more  now 
than  the  farmers;  that  agriculture  has  been  more  deflated  than 
any  other  industry;  and  that  the  railroads  have  made  greater 
reductions  for  other  industries,  the  railroads  claiming  that  the 
other  reductions  totaled  between  $175,000,000  and  $200,000.000. 
He  also  reiterated  the  claim  made  at  the  trial  of  this  case  that 
grain  was  paying  more  than  its  share  of  the  cost  of  transpor- 
tation. 

Commissioner  Potter  put  the  same  question  to  Mr.  Thorne 
that  he  did  to  Mr.  Benton,  but  Mr.  Thorne  took  the  position  as 
before  set  forth,  that  the  railroads  could  afford  to  make  both 
reductions. 

In  the  opinion  of  Mr.  Reed  this  was  an  extraordinary  pro- 
ceeding; it  amounted,  on  the  part  of  the  carriers,  he  said,  to  an 
attempt  to  negotiate  with  the  Commission  for  the  setting  aside 
of  the  finding  without  even  the  trouble,  on  the  part  of  the  car- 
riers, to  allege  any  error  in  the  findings  of  fact  or  on  questions 
of  law  on  the  part  of  the  Commission.  He  contended  that  the 
only  allegation  made  by  the  carriers  were  those  which  had  been 
introduced  in  the  grain  case  and  discredited  by  it  in  its  decision. 
He  specifically  referred,  he  said,  to  the  allegation  of  the  rail- 
roads that  they  had  reduced  by  $426,793.000  their  expenditures 
for  maintenance  of  way  and  structures,  and  which,  he  said,  was 
only  deferring  the  work  which  must  hereafter  be  done. 

In  rebuttal  Mr.  Thorn  called  attention  to  what  he  claimed 
was  Mr.  Thome's  allegation  that  the  railroads  had  given  too 
much  and  Mr.  Benton's  claim  that  they  were  giving  practically 
nothing. 

"We  were  asked  by  the  highest  authority  to  do  something 
to  help  in  the  restoration  of  the  country,"  said  Mr.  Thorn.  "When 
we  have  done  our  best,  instead  of  receiving  any  recognition 
from  these  gentlemen,  they  come  as  opponents  and  impediments. 
I  could  challenge  the  soundness  of  the  legal  order  entered  in  this 
case,  but  I  choose  not  to  do  that." 


17.   HiL'l 


THE    TRAFFIC     WORLD 


1249 


In  reply,  Mr.  Thorite  said  he  did  not  desire  to  leave  the 
impression  that  tin-  American  Farm  Bureau  Federation  did  not 
appreciate  what  had  been  done,  but  that  il  was  merely  opposing 
the  method  suggested  by  the  railroads. 

At  the  close  of  the  hearing  on  the  motion  to  reopen  the  grain 
Chairman  MeChord  announced  that  the  hearing  In  the 
r.eneral  inquiry  would  be  before  Commissioners  Hall,  Altchison, 
Kseh  and  Lewis.  He  regretted  that  the  whole  Commission 
could  not  sit,  but,  he  said,  the  whole  Commission  would  each 
da>  read  an  abstract  of  the  testimony  prepared  by  Director 
Iliirdie,  Chief  Examiner  Quirk  and  Dr.  Lorenz,  the  chief  statis- 
tician. 

General    Rate    Inquiry   Open* 

Commissioner  Hall,  acting  as  chairman  of  the  group  of  com- 
missioners assigned  to  hear  the  testimony  in  the  general  rate 
inquiry,  urged  the  carriers  and  shippers  at  the  opening  session 
on  the  afternoon  of  December  14,  to  co-operate  to  the  end  that 
the  presentation  of  the  facts  will  be  condensed  as  much  as  pos- 
sible and  that  the  inquiry  may  go  forward  as  expeditiously  as 
possible.  He  suggested  the  appointment  of  a  "steering  commit- 
representing  fthe  carriers  and  shippers  so  that  the  matters 
to  be  presented  to  the  Commission  could  be  grouped  properly. 

Howard  Klliott,  chairman  o!  the  Northern  I'acitic,  made  the 
opening  statemenFfor  the  carriers,  covering  the  pertinent  facts 
from  the  railroad  point  of  view  in  the  existing  transportation 
and  economic  situation. 

The  Commission  had  announced  that  the  purpose  of  the 
hearing  was  to  elicit  facts,  Mr.  Elliott  said,  and  the  railroads 
were  in  thorough  agreement  with  that  purpose.  Misinforma- 
tion abroad  relative  to  the  railroad  situation,  he  said,  tended  to 
produce  erroneous  conclusions  hurtful  to  the  restoration  of  busi- 
ness activity  and  prosperity.  The  carriers  had  perfected  an  or- 
ganization to  give  the  Commission  the  information  asked  for  in 
the  announcement  of  the  general  program  for  the  inquiry,  he 
said. 

Mr.  Elliott  said  the  carriers  came  before  the  Commission 
fully  cognizant  of  the  economic  conditions  in  the  United  States 
and  the  world.  He  referred  to  the  many  reductions  and  readjust- 
ments that  had  been  made  in  rates. 

"I  mention  these  simply  to  point  out  that,  although  hardly 
any  railroad  earned  a  fair  return  in  the  last  year,  we  have  been 
alive  to  the  economic  conditions  and  have  endeavored  to  meet 
these  difficulties  in  part,"  said  he. 

The  general  10  per  cent  reduction  on  agricultural  products 
had  been  proposed  not  because  earnings  justified  a  reduction,  he 
said,  but  with  a  view  to  aiding  agriculture — the  backbone  of  the 
country's  industry.  The  success  or  failure  of  agriculture,  he 
said,  had  much  to  do  with  the  success  or  failure  of  every  other 
industry,  including  that  of  transportation. 

With  these  things  in  mind,  the  railway  executives,  he  said, 
had  met  in  Washington  early  in  October  with  a  view  to  doing 
something  to  encourage  business.  They  talked  with  the  Presi- 
dent, he  said,  and  the  President  urged  that  the  railroads  see 
whether  they  could  do  something  to  improve  conditions.  The  de- 
cision to  make  the  10  per  cent  reduction  came  as  a  result  of  the 
President's  suggestion  and  it  was  proposed  with  the  "idea  of 
doing  what  we  could  to  start  readjustment,"  he  said. 

The  same  spirit,  however,  he  said,  had  not  been  evidenced 
in  other  directions.  The  pathway  to  readjustment,  he  believed, 
was  not  altogether  via  freight  rates,  and  there  must  be  help  from 
others  besides  the  railroads.  He  spoke  of  the  periods  of  inflation 
and  deflation  and  of  the  fact  that  the  railroads  had  not  had  large 
returns  in  the  period  of  inflation  as  had  other  industries.  In- 
stead, he  contended,  the  railroads  received  "scanty  return?" 
through  payments  of  the  government  and  then  the  properties 
were  returned  in  a  deteriorated  condition  with  a  demoralized  per- 
sonnel. The  conditions  resulting  from  the  war  and  government 
control  were  being  slowly  corrected.  He  said  all  must  bear  part 
of  the  burden  of  deflation.  The  farmer  felt  the  full  force  of  de- 
flation first,  he  said,  and  that  the  carriers  felt  that  agriculture 
was  the  first  great  industry  to  help.  He  stressed  the  point  that 
manufacturers,  jobbers  and  distributors  had  had  the  chance  for 
large  profits  in  the  war  period  while  the  railroads  had  not. 

"The  owners  and  managers  of  the  carriers  welcome  this  op- 
portunity afforded  by  the  Commission  to  lay  the  entire  situation 
before  the  Commission  and,  through  them,  before  the  country," 
said  Mr.  Elliott. 

"The  carriers  are  here  to  help  in  every  way  they  can.  We 
are  most  anxious  to 

I.     Give  to  you  and  to  the  country  all  the  facts  we  can. 
)         2.     Impress  upon  you  and  the  country   that  while  we  are  anxious 
/  to    co-operate    in    every    reasonable    way.    through    readjustments    of 

-.  with  agriculture,  industry  and  labor  so  as  to  bring  about  better 
1  economic  conditions,  we  believe  that  the  carriers -must  be  allowed  to 
I  live  and  grow  in  the  interest  of  the  country  as  a  whole. 

3.  Point  out  to  you  that  there  was  practically  no  inflation  in  the 
transportation   business  during   the  war  and.   therefore,    there   is  now 

\  a  very   small   opportunity   for   deflation. 

4.  Point   out   there   is  danger  of  giving  too   much   weight   to   the 
/  freight   rate   itself  and   its  effect  on   business.     Reductions   below  the 
I   limit  of  adequacy  may  do   the   country   more   harm    than  good. 

.">.     SiiKKi'st   that   the  principles  adopted,  after  long  discussion  and 
i!i-l, iir.  in  the  transportation  act  are  pretty  safe  guides  to  be  followed 
I  .-it   this  time. 


6.  Asmirc  you   that  we  are  each  day   doing  all  we  can   with   our 
power*   (limited  In  our  dealing*  with   the   men  by   the   transportation 
act)    to   manage   the   property   entrusted   to   our   care,    honestly,    effi- 
ciently   and    economically. 

7.  Bring  about  as  rapidly  as  we  can,  "with  proper  regard  to  main- 
taining the  properties  entrusted  to  our  care,  reduction*  In  rates  that 
will  be  helpful  to  agriculture,  manufacturing  and  commerce  generally. 

8.  Urge    upon    you    that    the    greatest    speed    coniUtent    with    the 
complete   examination   of   the   facts  and   condition*   be   made   In   con- 
ducting  these  hearing*,    so   that   a  prompt   decision    may   be   reached. 
The  present  uncertainties  and  the  constant   talk  about  reduced  rate* 
are  having  a  very  *ubstantlal  Interest  In  deterring  business,  more  *o 
than  the  rate  Itielf. 

"The  payments  made  by  the  country  through  rates  (or  trana- 
portation  service  are  large;  so  IB  the  country  and  the  amount  of 
transportation  service  furnished.  The  production  of  the  service 
is  costly  and  today  there  Is  no  adequate  return  to  the  plant  that 
furnishes  the  service.  Rates  for  many  years  prior  to  the  war 
were  not  on  a  high  enough  basis  to  protect  the  national  industry 
of  transportation  and  there  was  danger  to  all  In  Us  not  being 
adequate  for  the  needs  of  the  country.  Present  rates  are  higher 
than  they  were  before  the  war,  but  they  were  far  too  low  then 
for  safety,  and  we  are  comparing  today  with  an  indefensible 
basis. 

"Critics  of  rates  should  also  remember  how  out  of  balance 
rates  were  even  then,  and  that  today,  while  some  rates  may  be 
too  high,  the  general  level  approved  in  Ex  Parte  74,  with  the  nu- 
merous adjustments  made  since,  is  not  too  high,  considering 
what  the  railroads  must  pay  for  wages,  fuel  and  supplies  gener- 
ally, and  the  increase  in  this  country,  because  of  changed  condi- 
tions, has  not  been  nearly  as  great  as  in  other  countries. 

"The  railroads  of  the  country  have  always  h*H«ved  in  mak- 
ing  as  low  rates  a«  thev  pogalhlv  nnnlfl.  rjec,au«B  they  wajite^  the 


widest  distribution  of  the  products  in  this  country  ol  long 
lances  and  they  feel  that  same  way  todav..  Owners  and  man- 
agers are.  however,  trustees  for  these  ^reat  properties  serving 
the  public  and  they  must,  in  making  their  rates  and  in  present- 
ing facts  to  the  Commission  and  to  the  public  about  rates,  re- 
alize their  paramount  duty  of  maintaining  a  safe  and  adequate 
transportation  machine,  and  in  managing  it  honestly,  efficiently 

and   economically.      To   permitljwq«tag°    through    rntpa   and    pfinne- 

quent  deterioration  of  the  properties  so  that  they  cannot  serve, 
the  public  adequately  is  not  honest,  efficient  and  economical,  ajui. 
more  than  it  is  to  permit  wasfage  in  labor,  in  the  use  of  ma- 
terial and  in  any  other  form  of  management. 

"A  sweenjng^eduction  m  alj_  rates  would^jiot^in^myjmig- 
ment.  at  thi^  time,  incjpasp-  bitsjnfst^aTiH  jmimy,  other  things  rrjus^ 
beTsettled  befoj^  Tje  obtain,  what  •$[&  alLwant— A  compile  rfc 
vTval  'oT.inJustrx.inJhia.cQunici'- 

"Railroad  officers  realize  that,  under  the  extraordinary  eco- 
nomic conditions  now  confronting  the  world,  the  principles  laid 
down  by  the  transportation  act  can  not  be  carried  out  to  an  ex- 
act arithmetical  conclusion.  This  spirit  has  been  shown  already 
by  the  voluntary  reductions  already  made  by  the  railroads  gen- 
erally." 

Pointing  out  that  the  country  is  now  going  through  a  period 
of  deflation,  Mr.  Elliott  said: 

"All  must  bear  the  burden  if  the  country  is  to  go  ahead 
again  on  a  sound  economic  basis.  The  farmer  has  felt  the  full 
force  of  this.  It  naturally  hurts  him  and  it  hurts  the  situation. 

"Manufacturing  enterprises  are  also  deflating  and  the  same 
may  be  said  about  the  jobbing  and  distributing  business.  What 
is  called  'labor'  has  already  been  hurt  by  unemployment  and  by 
some  reduction  in  wages,  which,  however,  has  not  affected  the 
great  transportation  interests  to  the  extent  that  it  should.  A 
sound  policy  with  the  great  labor  leaders  would  seem  to  be  to 
admit  that  deflation  must  come  and  allow  lower  wage  scales  on 
the  railroads,  in  the  mines  and  in  the  building  trades,  all  of 
which  would  mean  greater  employment  of  men  and  a  lower  unit 
price  on  many  articles  that  are  used  by  all,  thus  reducing  the 
cost  of  living  and  helping  to  break  the  present  endless  chain  of 
expense. 

"Particularly  would  the  recognition  of  such  a  policy  be  help- 
ful to  the  railroads  in  their  operations,  because  of  necessity, 
their  direct  labor  bill  is  so  great  and  because  they  are  such 
heavy  buyers  of  various  raw  materials  where  the  labor  cost  is 
a  very  large  part  of  the  total. 

"There  was  little  complaint  about  the  transportation  act  a 
year  ago  or  about  the  rates  under  it;  in  fact,  then  the  com- 
plaint was  for  more  cars,  more  tracks,  more  engines,  etc.,  and  a 
demand  that  the  railroads  move  the  grain,  the  coal,  the  fruit, 
etc.,  and  the  rate  was  a  secondary  matter. 

"That  same  complaint  will  come  again  unless  the  carriers 
are  self-supporting  through  rates  and  further,  unless  the  public 
wish  to  revise  the  opinion  deliberately  arrived  at  after  their  ex- 
perience with  government  control  and  after  the  long  debate  in 
Congress,  and  decide  to  support  the  carriers  by  public  taxation 
or  to  take  them  over  and  have  them  operated  by  the  Govern- 
ment. 

"To  my  mind,  it  will  be  unfortunate  to  attempt  to  pass  judg- 
ment on  this  great  question  now  when  general  conditions  are  not 
good,  and  it  seeirm  to  me  ^o  be  most  important  for  the  ernn 
welfare  of  the  country  that  we.be  guided  by  the  general 
<-i pies  laid  down  in  the  transportation  act," 

After  Mr.  Elliott  had   completed   his  statement   Mr.  Thorn 
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said  the  railroads  were  uncertain  as  to  when  they  could  com- 
plete their  case.  He  said  a  great  mass  of  material  had  been  col- 
lected but  he  was  unable  to  say  whether  they  would  be  prepared 
to  answer  all  the  Commission's  questions  by  December  21,  the 
day  set  by  the  Commission  for  them  to  complete  the  presen- 
tation of  their  testimony.  They  were  prepared,  however,  to  put 
on  the  stand  the  accounting  and  traffic  officers  of  the  eastern, 
southern,  and  western  carriers  in  the  order  named,  if  it  pleased 
the  Commission  to  hear  them  in  the  order  mentioned.  Commis- 
sioner Hall  suggested  that  probably  by  December  21  they  could 
give  an  approximation  of  the  time  when  they  would  be  able  to 
complete  their  presentation. 

George  M.  Shriver,  vice  president  of  the  Baltimore  &  Ohio, 
was  called  as  the  first  witness,  but  his  exhibits  had  not  arrived 
when  he  was  prepared  to  take  the  stand.  George  N.  Brown,  at- 
torney for  certain  shippers,  said  it  would  be  extremely  hard  for 
shippers  to  follow  Mr.  Shriver's  testimony  unless  they  had  copies 
of  the  exhibits  on  which  to  note  the  things  about  which  they  de- 
sired to  inquire.  He  suggested  a  recess  until  the  exhibits  came. 
But  when  the  recess  had  expired  Commissioner  Hall  suggested 
that,  inasmuch  as  all  parties  seemed  to  desire  conferences  on  the 
case,  progress  would  be  made  by  taking  an  adjournment  until  the 
next  day.  At  the  request  of  those  concerned  he  announced  a 
conference  of  state  commissioners  in  Mr.  Benton's  office,  one  of 
the  executives  at  the  Bureau  of  Railway  Economics,  and  of  ship- 
pers in  the  room  in  which  the  hearing  had  been  held. 

The  general  rate  inquiry  shaped  itself,  after  the  early  ad- 
journment taken  December  14,  into  the  same  kind  of  thing  that 
carried  on  the  work  in  the  five  and  fifteen  per  cent  and  Ex  Parte 
No.  74  cases,  through  the  organization  of  committees,  represent- 
ing the  carriers,  the  state  commissions  and  the  shippers,  to  have 
charge  of  the  management  of  the  routine. 

In  separate  conferences,  the  railroads  reconstituted  the 
committees  that  handled  Ex  Parte  No.  74.  The  state  commis- 
sions appointed  a  provisional  committee  composed  of  Commis- 
sioners Putnam  of  Minnesota;  Woodruff  of  Iowa;  Reed  of  Kan- 
sas, and  John  E.  Benton,  Washington  representative  of  their 
national  association.  Shippers  authorized  Charles  E.  Elmquist 
who  presided  over  their  conference,  to  appoint  a  committee  of 
not  less  than  five  and  as  many  more  as  might  be  necessary,  to 
have  general  management  of  their  side  of  the  case.  He  was  to 
be  ex  officio  a  member  of  the  committee.  Nominations  were 
submitted  to  him  but  the  organization  had  not  been  completed 
when  the  hearing  was  resumed  the  following  day. 

The  state  commissioners  called  their  committee  a  provi- 
sional organization  because  the  attendance  at  their  conference 
was  not  as  large  as  expected.  They  left  the  question  open  as 
to  whether  the  committee  appointed  should  be  authorized  to 
co-ordinate  the  work  of  the  state  commissions,  for  consideration 
by  those  who  might  come  later,  if  the  latter  should  have  any 
objections  to  the  arrangements  made  at  the  conference  held  at 
the  suggestion  of  the  division  of  the  Commission  conducting  the 
hearings. 

An  accounting  officer's  picture  of  the  condition  of  the  rail- 
roads of  the  country  as  a  whole,  and  of  the  eastern  district, 
covering  all  the  class  I  and  some  big  switching  and  terminal 
roads,  was  placed  before  the  Commission  December  15  when 
George  M.  Shriver,  vice  president  of  the  Baltimore  &  Ohio,  took 
the  witness  stand  as  the  first  man  offered  to  back  up  the  gen- 
eral statements  theretofore  made  by  Alfred  P.  Thorn  and  How- 
ard Elliott.  He  presented  nine  tables  and  graphs,  explained  in 
twenty-eight  pages  of  type  writing. 

Probably  the  most  striking  fact  in  the  assemblage  of  facts 
brought  forward  by  the  witness  was  that,  by  comparing  1916 
and  1920,  the  best  and  worst  years  the  railroads  have  had,  it 
appeared  that  there  was  a  71.77  per  cent  increase  in  gross  rev- 
enue, while  the  expenses  increased  147.37  per  cent. 

In  1916  the  railroads  had  a  net  railway  operating  income  of 
$1,040,085,517,  while  in  1920  their  net  was  only  $21,661,782.  That 
net  was  made  possible  only  by  the  decision  of  the  Commission 
that  the  government  had  not  been  paying  enough  for  the  trans- 
portation of  the  mails.  But  for  that  decision,  the  carriers,  that 
year  would  have  had  an  actual  operating  deficit  of  a  little  more 
than  $40,000,000. 

Since  1916,  Mr.  Shriver  said  the  gross  revenue  increased 
$2,581,522,280.  In  the  same  period,  the  increase  in  wages 
amounted  to  $2,193,967,278.  Wages,  therefore,  practically  ab- 
sorbed all  the  additional  money  paid  by  the  public  for  trans- 
portation services.  The  increased  cost  of  fuel  was  $452,229,229. 
The  increase  in  wages  and  fuel  more  than  absorbed  all  the  ad- 
ditional money  paid  by  the  public  for  services  performed  for  it 
by  the  railroads.  Materials,  supplies  and  other  items  of  oper- 
ating expense  increased  $827,870,197. 

Therefore,  comparing  the  best  year  with  the  worst,  the  two 
important  facts,  Mr.  Shriver  said,  were  that,  the  amount  of 
money  paid  by  the  public  increased  so  that  in  1920  the  public 
paid  $2,581,522,280  more  for  the  services  performed  by  the  rail- 
roads than  in  1916,  but  the  sum  taken  from  the  wages,  fuel  and 
other  items  of  operating  expenses  was  $3,474,066,704. 

In    1916,   the   witness   said,   the   operating   ratio   was    65.54, 

while  in  1920  it  was  94.38.    In  1911,  the  year  with  which  Shriver 

egan  his  review,  the  ratio  was  69.14;    in  1914,  72.69;    in  1918, 


81.58;   in  1919,  85.52,  and  in  the  twelve  months  ended  with  Sep- 
tember 30,  1921,  it  was  84.82. 

"It  seems  almost  inconceivable  that  railroads,  which,  in  1916, 
earned  a  net  of  $1,040,085,517,  should,  in  1920,  with  an  increase 
in  the  gross  revenue  of  71.77  per  cent,  have  had  a  net  of  only 
$21,661,782,"  said  Mr.  Shriver.  "Both  years,  of  course,  were  ex- 
ceptional and,  in  Ex  Parte  No.  74,  the  Interstate  Commerce  Com- 
mission tried  to  correct  the  evil  condition  into  which  they  had 
fallen  in  four  years.  I  am  presenting  the  figures  merely  to  show 
what  the  facts  were  and  are." 

Answering  a  question,  Mr.  Shriver  said  the  railroads  had  a 
net  in  1920  only  because  the  Commission  gave  them  increased 
compensation  for  carrying  the  mails,  variously  estimated  from 
$60,000,000  to  $64,000,000.  But  for  that  award  they  would  have 
had  an  operating  deficit. 

"The  railroads  are  not  in  a  condition  to  experiment  by  lower- 
ing rates  at  this  time,"  said  Mr.  Shriver,  after  he  had  supple-' 
mented  that  comparison  of  conditions  in  1920  and  1916  with  a 
review  of  what  effect  had  been  produced  by  the  Commission's 
effort,  in  Ex  Parte  No.  74,  to  put  them  in  a  condition  to  per- 
form the  transportation  services  of  the  country. 

The  net  for  the  twelve  months  ended  September  30  last,  dur- 
ing which  time  the  higher  rates  were  in  effect,  he  said,  was 
$542,409,582,  or  only  2.75  per  cent  on  the  value  of  the  property 
devoted  to  transportation  service  instead  of  5.5  per  cent  as  in- 
tended by  the  Commission. 

The  condition  of  the  eastern  railroads,  according  to  Mr. 
Shriver,  was  not  as  good  as  the  average  for  the  country.  In  the 
twelve  months  ending  with  October,  their  net  was  $234,594,- 
277,  or  2.67  per  cent  on  the  property  investment.  That  net  fell 
$70,000,000  short  of  meeting  the  fixed  charges  of  the  carriers  in 
that  district. 

The  witness  had  figures  pertaining  to  eastern  carriers  similar 
to  those  he  had  presented  with  regard  to  the  carriers  for  the 
country  as  a  whole. 

Speaking  of  the  outcome  for  all  districts  of  the  Commission's 
decision  in  Ex  Parte  No.  74,  the  witness  said  that  in  September 
and  October,  1920,  had  a  net  of  $161,765,798,  or  at  the  rate  of 
4.20  per  cent  on  the  property  value.  When  the  sudden  and  sharp 
falling  off  in  traffic  took  place  in  November,  1920,  the  net  disap- 
peared until  March,  when  there  was  a  net  of  $30,496,195.  It 
reached  a  maximum  in  October,  1921,  with  $105,453,360.  That 
net,  however,  was  $95,234,353,  below  the  net  for  October  of  the 
three  test  years.  In  the  ten  months  of  the  current  year  their  net 
was  $496,855,523,  as  against  an  average  net  for  the  corresponding 
ten  months  of  the  test  period,  of  $749,764,805. 

"But  in  comparing  the  net  of  1921  with  that  of  the  test 
period,"  Mr.  Shriver  said,  "it  should  be  remembered  that  more 
than  $2,000,000,000  has  been  added  to  the  property  investment 
since  the  test  period." 

"Notwithstanding  this  result,"  said  the  witness,  "the  car- 
riers have  realized  the  impracticability  of  a  higher  rate  basis, 
and  have  endeavored  to  tide  over  the  situation  by  economies  and 
reductions." 

In  a  general  summary  of  his  testimony  and  the  meaning  of 
his  exhibits,  Mr.  Shriver  said: 

It  is  shown  that  the  net  railway  operating  income  of  the 
Class  1  railroads  of  the  United  States  for  the  12  months  to 
September  30,  1921,  was  $542,409,582,  or  2.75  per  cent  on  the  prop- 
erty investment;  that  because  of  decreased  operating  income  and 
increased  charges  and  taxes,  the  net  corporate  income  has  been 
so  diminished  that  some  carriers  have  been  compelled  to  suspend 
and  others  to  reduce,  the  customary  dividends,  while  some  have 
maintained  customary  dividends  only  by  drawing  upon  surplus 
earned  in  previous  years,  consequently,  of  course,  the  surplus 
and  margin  to  sustain  credit  has  been  reduced. 

That  because  of  lowered  rates,  and  falling  off  in  traffic,  the 
railroads  have  failed  to  earn  more  than  one-half  the  anticipated 
o%  per  cent  and  nothing  toward  the  one-half  of  one  per  cent 
contemplated  as  a  contribution  toward  additions  and  betterments 
and  to  sustain  credit;  that  the  railroads  have  large  accounts 
pending  settlement  with  the  Government,  and  the  manner  in 
which  these  are  disposed  of  will  have  a  material  bearing  upon 
their  cash  position. 

The  eastern  carriers  have  shown  that  their  operating  income 
for  the  12  months  to  October  31,  1921,  was  $234,594  277  or  2  67 
per  cent  on  the  property  investment,  and  fell  short  of  meeting 
the  fixed  charges  of  these  carriers  by  $70,000,000.  That  when  the 
operating  results  of  this  year  are  restated  to  reflect  the  effect 
of  lowered  rates  and  lowered  costs  to  do  over  again  the  business 
of  1921,  the  estimated  net  operating  income  of  the  class  I  rail- 
roads would  be,  say,  $473,984,331,  affording  a  return  of  about  5  40 
per  cent,  but  without  having  made  any  provision  for  many  im- 
portant items  of  maintenance  which  were  deferred  in  that  period 

That  it  will  require  extensive  work  to  fully  restore  the  con- 
dition of  the  properties,  particularly  equipment,  to  meet  the 
requirements  under  normal  traffic,  and  that  large  sums  must  be 
raised  for  additions  and  betterments,  if  the  railroads  are  to  be 
prepared  to  help,  and  not  to  hinder,  the  future  commercial  and 
industrial  expansion  of  the  country. 

In  this  situation  the  railroads  are  not  in  position  to  experi- 
ment (beyond  what  they  have  already  done)  by  a  lowering  of 
rates  at  this  time, -and  having  in  mind  the  prime  importance  to 
the  country  of  having  a  strong  and  effective  transportation  sys- 
tem, it  does  not  appear  in  the  interest  of  the  public  that  they 
should  do  so  unless  and  until  the  processes  now  operating  toward 
a  pre-war  level  of  costs  have  been  more  completely  realized. 

While  the  preliminary  figures  for  November  show  again  a 
sharp  falling  off  in  traffic,  and  the  car  movement  reported  so 
far  for  December  indicates  an  even  more  serious  decline,  this  is 
believed  to  be  only  temporary  (influenced,  perhaps,  by  the  actual 
decrease  in  charges  with  the  cancellation  of  the  transportation 
tax  January  1.  1922,  and  no  doubt  in  part  pending  conclusion  of 
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this  hearing).  as  the  underlying  conditions  in  the  United  States 
and  tin-  win-Id  at  large  appear  to  be  improving  generally;  whil< 
currently  railroad  operatlim;  rusts  nr<-  on  a  basis  which  affords 
an  adequate  return,  the  basic  elements  of  cost  are  declining  and 
will  no  doubt  continue,  so  that  in  the  not  distant  future  railroad 
transportation  can  again  be  brought  to  the  relative  position  It 
had  heretofore  occupied  of  being  the  lowest-priced  commodity  In 
ih'-  country,  and  continue — as  It  now  is — lower  than  In  any  other 
country. 

A  steering  committee  composed  of  Messrs.  Elmquist,  Thome, 
Fulbright,  Cotterill  and  Beek  was  selected  by  the  shippers'  gen- 
mil  committee  to  aid  in  the  presentation  of  shippers'  testimony. 
The  committee  suggests  to  shippers  that  detailed  testimony  be 
avoided  as  much  as  possible,  on  the  theory  that  if  relief  is  to 
be  accorded  in  the  way  of  reduced  rates,  that  should  be  obtained 
as  quickly  as  possible  and,  if  not,  the  country  should  know  it 
as  soon  as  possible. 


HARDING'S    RATE    IDEAS 

The  Tragic   World   Washington  Bureau 

No  definite  plan  for  changing  the  methods  for  the  making  of 
freight  rates  was  in  President  Harding's  mind  when,  in  his  ad- 
dress to  Congress,  he  said:  "The  easting  scheme  nf  nHiiiating 
freight,  rates  has  been  favoring  the  basing  nninra.  until  indus- 
tries are  attracted  to  some  centers  and  rpnpllpd  frnm  nthers  " 
That  is  one  reason  why  he  said  to  Congress:  "The  problem  may 
well  have  your  earnest  attention."  He  assumed  there  Would  be 
no  dissent  from  his  basic  proposition  that  freight  rates  attract 
to  some  points  and  repel  from  others,  nor  from  his  other  propo- 
sition that  "manifestly  the  conditions  and  terms  of  railway 
transportation  ought  not  to  be  permitted  to  increase  his  unde- 
sirable tendency."  The  tendency  t.n  wb<nh  hfi  referred  waa  that. 

Of    POPUlati"n    going    f"    **">    "ltloa    InatonH    nf    fomnininfr    nr    [fnJUf 

to  the  rural  districts  and  smaller  cities. 

This  declaration  as  to  what  was  the  mental  attitude  of  the 
President  when  he  wrote  his  address  is  believed  to  be  authentic. 
It  has  been  suggested  that  if  he  had  had  a  definite  scheme  he 
would  have  laid  it  before  Congress,  instead  of  merely  inviting 
that  body  to  give  the  problem  of  making  people  live  in  the 
smaller  cities  its  earnest  attention. 

There  has  been  an  inclination  on  the  part  of  traffic  men 
to  read  that  part  of  the  address  as  indicating  that  the  President  has 
in  mind  rates  based  wholly  on  mileage,  as  a  panacea,  and  to  point 
out  that  that  remedy  would  be  worse  than  the  disease.  Had  the 
President  heretofore  shown  himself  better  informed  about  the 
insurmountable  facts  that  traffic  men  encounter  in  the  making 
of  rates,  it  is  believed  there  would  be  warrant  for  assuming  that 
he  had  in  mind  the  general  application  of  mileage  scales  as 
the  remedy.  But  he  has  never  shown  familiarity  enough  with  the  in- 
tricacies 01  traffic  and  the  making  of  rates;  it  is  believed,  to 
warrant  any  one  in  saying  he  thinks  that  wider  use  of  rates 
based  wholly  on  mileage  would  send  population  out  of  New  York 
city  to  Marion  or  any  one  of  the  thousands  of  equally  desirable 
smaller  cities. 

There  is  ground,  rather,  for  believing  that  he  may  know  of 
the  suggestion  that  wider  application  of  rates  based  wholly  on 
mileage  would  be  the  remedy,  and  that  he  rejected  it  as  an  im- 
practicable suggestion  to  make  to  Congress.  The  reason  for  sug- 
gesting that  he  considered  mileage  is  to  be  found  in  the  fact 
that,  at  the  time  of  the  threat  of  a  railroad  strike,  he  talked 
several  times  at  length  with  Chairman  McChord.  The  latter  is, 
not  a  mileage  plan  man,  although  he  has  done  as  much  as  any 
other  member  of  the  Commission  to  prescribe  rates  based  al- 
most -wholly  on  mileage.  The  M,cChord  idea  expressed  by  him  in 
;an  article  on  reconstruction  after  the  war,  written  by  him  in 
August,  1918,  and  published,  at  the  request  of  Senator  Fletcher  of 
Florida,  for  the  use  of  the  Senate  committee  on  commerce,  was 
that  there  should  be  an  equalization  of  opportunity  by  the  pub- 
lication of  joint  rates  to  every  point,  the  elimination  of  transit 
that  now  unduly  favors  "certain  jobbing  and  junction  points," 
the  development  of  water  transportation,  as  a  relief  for  rail  lines, 
and  the  dissolving  of  congestion  at  the  north  Atlantic  ports 
through  the  development  of  Gulf  ports  through  the  publication  of 
rates  to  the  other  ports  that  would  attract  business  to  them. 

At  that  time  the  railroads  were  under  federal  control  and 
McChord,  in  his  article  on  the  subject,  showed  that  he  was  of 
the  thought  that  a  measure  of  that  control  would  continue  in- 
definitely so  that  all  railroads  could  be  treated  merely  as  iparts 
of  one  national  system,  for  the  elimination  of  the  competition 
that  led  to  the  making  of  low  rates  to  points  on  which  com- 
binations had  been  and  still  are  based.  He  ascribed  the  grant 
of  low  rates  to  the  basing  points  to  "unbridled  competition"  be- 
tween railroads  and  steamships  for  tonnage.  He  was  optimistic 
as  to  the  outcome  of  the  government  control  that  was  then  in  ex- 
istence, the  chief  reminders  of  which,  so  far  as  Congress  is  con- 
cerned, are  the  reports  showing  how  much  that  control  cost  the 
government.  Although  the  Commission  of  which  he  was  a  mem- 
ber had  been  working  for  thirty  years  to  remove  discriminations, 
he  avowed  that  such  existed.  But  he  saw  a  happy  outcome  of 
government  control  under  which  he  contended  the  railroads  were 
being  operated  in  the  public  interest  and  not  for  private  greed. 
He  said: 


While  the  payment  of  rebates  that  found  their  way  Into  carriers' 
accounts  ceased  on  the  passage  of  the  amendment  to  tin-  .\<  t  to  n-gii- 
liitf  commerce  of  1906,  and  many  carriers  had  ceased  to  make  surli 
payments  previously,  the  matter  of  preferential  rates  and  the  fnr- 
nlxhlng  of  superior  facilities  to  competitive  centers  continued  with 
unabated  vigor  until  the  taking  over  of  the  railroads  by  the  President 
on  December  28,  1917.  That  event  wn»  intended  to  bring  about  a 
complete  change.  Kallroad  managers  were  at  first  reluctant  and  In 
fact  some  have  not  yet  fully  accepted  the  fact  that  each  road  Is  no 
longer  a  competitor  of  the  other,  but  all  are  engaged  under  federal 
control  as  a  great  unified  system  In  the  business  .of  transporting  tin 
necessities  of  war  and  the  commerce  of  the  country.  The  change  was 
an  startling  as  sudden.  Preconceived  notions  of  the  rights  of  each 
carrier  as  against  the  other  and  their  relation  to  the  public  were 
changed  overnight. 

It  seems  to  be  conceded  by  everyone  that,  no  matter  what  Is  done 
with  respect  to  the  great  transportation  systems  of  the  country  after 
the  war  Is  over,  certain  condemned  prartlceg  and  the  unbridled  com- 
petition of  past  years  is  at  an  end.  and  that  by  some  means  the  car- 
riers of  the  future  will  be  under  such  regulations  ait  will  Insure  the 
largest  and  most  effective  use  of  the  facilities  they  have  for  the 
conduct  of  the  transportation  business  of  the  land  without  favor  to  one 
shipper  or  prejudice  to  another. 

Congress,  by  giving  the  Commission  the  power  to  make 
minimum  rates,  put  into  its  hands,  it  has  been  suggested,  the 
authority  to  prevent  unbridled  competition,  but  every  time  it 
suspends  a  reduced  rate,  the  communities  that  would  have  re- 
ceived the  benefit  of  the  reduction  have  objected.  Suspension  of 
the  Ford  tariff  proposing  to  reduce  rates  on  coal,  which  would 
break  down  the  relationship  adjustment  made  by  the  Commission 
to  prevent  unbridled  competition  between  carriers,  each  group 
backed  by  a  group  of  mine  operators,  brought  forth  a  protest 
against  the  Commission  as  the  conservator  of  "the  interests." 

Another  move  to  break  up  "unbridled  competition"  was 
initiated  by  the  rivers  and  harbors  branch  of  the  War  Depart- 
ment. It  caused  the  Commission  to  start  an  investigation  of 
port  charges  by  southern  carriers  on  the  allegation  that  they 
were  so  low  that  neither  private  capital  nor  municipalities  could 
go  into  the  business  of  furnishing  port  facilities,  in  competition 
with  railroad-owned  facilities.  In  the  progress  of  that  hearing 
held  in  south  Atlantic  and  Gulf  ports,  it  was  brought  out  that 
the  southern  carriers  made  the  charges  low  because  they  de- 
sired to  compete  with  railroads  serving  north  Atlantic  ports, 
which,  in  many  instances,  make  no  separate  charge  for  the  use 
of  their  water  front  facilities. 

Soon  after  Mr.  MeCIiunl  wrote  his  article  mi  the  elimination 
of  competition  between  carrier*^  Tftnhorf  w  Wnnllpy  fhon  a  nr^rn,- 

missioner.  brought  forth  the  scheme  of  rates  based  wholly  on 
mileage^  which  brought  prait*  from  tho:-c  wlic.se  ideas  aUuii 
trgfflfl  and,  yafoo  qi*^  fth/^f  pg  Tnatnrp  aa  tnp  thoughts  nf  fho 
little  glrj  who  marveled  rhqf  big  rivers  always  flow  nast  higritips 
As  to  whether  there  can  be  a  formula  for  making  rates  that] 
will  bring  about  a  more  equal  distribution  of  population,  Com- 
missioner Meyer,  in  a  speech  to  the  Academy  of  Political  Science 
in  New  York,  November  21,  1919,  made  the  following  sugges- 
tions: 

This  great  country  is  full  of  mountains  and  valleys  and  plains, 
rivers  and  lakes,  big  cities  and  little  cities,  energetic  people  pursuing 
many  different  paths  which  cross  and  recross  one  another  in  an 


infinite  variety  of  ways.  Such  a  country  cannot  bfi  Dl&eed  under  the 
yoke  of  a  .simp!"  formula  for  mt"  maTuiiirsiirli  as  wouM  conceivably 
be  possible  if  the  entire  continent  were  to  be  emptied  of  its  houses 
and  their  occupants  and  the  entire  history  of  this  nation  reconstructed 
by  settling  the  continent  anew  under  the  guidance  of  such  a  simple 
rule  and  in  those  parts  of  the  continent  where  the  railroad  under  such 
a  rule  would  permit  them  to  BO.  Our  cities  are  where  they  are.  It  is 
an  inhuman  policy  that  would,  through  the  agency  of  transportation, 
wipe  same  of  them  out  as  completely  as  if  an  earthquake  were  to 
swallow  them.  Our  railroads  are  where  they  are.  Excepting  those 
few  in  number,  that  ought  possibly  to  be  scrapped,  operating  arrange- 
ments and  rates  should  be  such  that  they  can  continue  to  serve  their 
respective  communities  with  increasing  efficiency. 


WALLACE   ON  FREIGHT  RATES 

The  Traffic   World   Washington  Bureau 

In  reviewing  "the  adverse  conditions  affecting  our  agricul- 
ture at  the  present  time  and  the  bad  effect  these  conditions 
are  having  upon  industry  and  business,"  Secretary  Wallace,  of 
the  Department  of  Agriculture,  in  his  annual  report  to  the 
President,  discussed  the  "effect  of  high  freight  rates"  as  fol- 
lows: 

"Nor  is  the  foregoing  a  complete  tale  of  the  difficulties  and 
discouragements  of  the  farmer.  The  cost  of  getting  farm  prod- 
ucts from  the  farm  to  the  consumer's  table  has  increased  tre- 
mendously during  the  past  three  years.  The  freight  charge  is 
very  nearly  doubled,  and  in  some  cases  more  than  doubled. 
When  wheat  was  selling  at  $2.50  per  bushel,  corn  at  $1.75,  cattle 
and  hogs  at  $16  to  $22  per  hundred,  cotton  at  30  cents  per 
pound,  the  increased  freight  rate  was  not  a  serious  matter. 
It  amounted  to  but  few  cents  relatively  and  was  a  small  item 
in  the  total  price.  But  with  wheat  at  $1,  corn  at  48  cents, 
cattle  and  hogs  at  $7  to  $10  per  hundred,  cotton  at  17  to  20 
cents  (all  these  being  primary  market  prices,  not  farm  prices), 
the  addition  of  even  10  cents  per  bushel  or  per  hundred  pounds 
imposes  a  burden  grievous  to  be  borne.  When  farm  prices  are 
ruinously  low  any  addition  to  the  freight  charge  means  added 
distress.  At  the  present  time  the  cost  of  getting  some  farm 
products  to  market  is  greater  than  the  amount  the  farmer  him- 
self receives  in  net  return.  And  the  heaviest  freight  burden 
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naturally  falls  on  those  farmers  who  live  in  our  great  surplus- 
producing  states. 

"Not  only  do  the  very  large  advances  in  freight  rates  im- 
pose a  heavy  burden  on  the  producers  of  grain  and  live  stock, 
cotton  and  wool,  but  on  the  growers  of  fruits  and  vegetables 
as  well.  Indeed,  some  of  the  latter  have  been  compelled  to 
see  their  products  waste  in  the  fields  because  the  prices  offered 
at  the  consuming  markets  were  not  large  enough  to  pay  the 
cost  of  packing  and  transportation. 

"This  transportation  matter  is  one  of  vital  importance 


cr 

lo 


i  agriculture.  The  country  has  been  developed  on  the  low  long 
Haul.  Land  values,  crops  and  farming  practices  in  general  have 
been  adjusted  to  this  development.  Large  advances  in  freight 
rates,  therefore,  while  bearable  in  a  time  of  high  prices,  if 
continued,  are  bound  to  involve  a  remaking  of  our  agricultural 
map.  The  simple  process  of  marking  up  the  transportation  cost 
a  few  cents  per  hundred  pounds  has  the  same  effect  on  a  surplus- 
producing  state  as  picking  it  up  and  setting  it  down  100  to 
300  miles  farther  from  market.  Agriculture  is  depressed  until 
the  rates  are  lowered  or  until  population  and  industry  shift  to 
meet  this  new  condition.  Any  marked  change  in  long-established 
freight  rates,  therefore,  means  a  rearrangement  of  production 
in  many  sections  and,  for  a  time  at  least,  favors  some  areas  at 
the  expense  of  others. 

"More  than  this,  inasmuch  as  our  heavy  consuming  popu- 
lation is  massed  so  largely  near  the  eastern  coast  and  our 
surplus  is  produced  long  distances  in  the  interior,  substantial 
advances  in  transportation  costs  have  the  effect  of  imposing  a 
differential  against  our  own  producers  in  favor  of  their  com- 
petitors in  foreign  lands,  especially  to  the  south  of  us;  who 
have  the  benefit  of  cheap  water  transportation,  and  who,  in 
many  cases,  can  lay  down  their  products  on  our  eastern  coast 
more  cheaply  than  our  own  people  can  ship  their  products  to 
the  same  points  by  rail. 

"Rail  transportation  is  essential  to  our  agricultural  j>.uo_- 
duetion.  Good  rail  service  is  of  tremendous  importance^.  Our 
farmers  realize  that  our  railroads  cannot  be  maintained  anjj 
operated  efficiently  unless  permitted  to  charge  rates  which  wjU 
cover  all  fair  operating  costs,  maintain  their  roadbeds  and. 
equipment,  and  pay  a  fair  rate  on  the  money  invested^  No  one 
has  a  greater  interest  than  the  farmer  in  efficient  transporta- 
tion. At  the  same  time  the  economic-  aspects  of  material 
changes  in  railroad  rates  must  be  considered  more  carefully 
than  in  the  past.  If  these  changes  are  made  without  due  con- 
sideration of  their  effect  on  agricultural  production,  inevitably 
they  will  create  profound  disturbance  and  impose  great  injustice. 

"With  the  increase  charge  for  transportation  have  corn* 
increased  handling  charges  all  along  the  line  from  the  farm  to 
the  market.  Including  freight,  it  now  costs  the  grain  and  live. 
slock  producer  just  about  twice  as  much  to  get  his  .products  tp_ 
the  primary  market  and  sell  them  there  as  it  cost  him  before 
the  war.  At  the  same  time  the  prices  paid  at  these  primary 
markets  are  lower  than  they  were  before  the  war-  and,  in  the 
case  of  corn,  our  largest  grain  crop,  the  price  at  Chicago  is 
lower  than  the  average  price  at  this  lime  for  the  past  15  years, 
while  on  the  farms  in  the  heaviest  producing  states  the  prices 
are  lower  than  for  25  years." 

LIVE  STOCK  ASKS  REHEARING 

The  Traffic   World   Washington  Bureau 

S.  H.  Cowan,  S.  C.  Row,  Clifford  Thome  and  Graddy  Gary, 
in  behalf  of  the  live  stock  associations  they  represent,  filed  a 
motion  for  rehearing  and  modification  of  the  decision  in  Ex 
Parte  74,  in  so  far  as  it  concerns  the  advance  of  35  per  cent 
in  the  Western  and  Mountain-Pacific  groups,  on  the  ground  that 
the  Commission  did  not  have  any  facts  to  support  its  estimate 
that  the  railroads  in  those  groups  were  worth  $8,100,000,000 
and  that,  even  if  it  had,  there  has  been  such  a  deflation  in  values 
that  the  railroads  are  worth  at  least  30  per  cent  less  than  they 
were.  They  call  attention  to  the  fact  that  when  Illinois  and 
souhern  Wisconsin  were  transferred  from  the  Western  to  the 
Eastern  district,  the  Commission  made  no  change  in  the  valua- 
tion of  the  property  of  the  carriers  in  the  Western  and  Moun- 
tafn-Pacific  groups.  They  ask  that  this  application  and  the 
western  live  stock  case  be  joined  so  that  the  increase  on  live 
stock  made  in  Ex  Parte  74  be  wholly  wiped  out. 

After  pointing  out  what  they  think  were  the  defects  in  the 
processes  of  the  Commission  in  disposing  of  Ex  Parte  74  in  the 
way  it  did,  S.  H.  Cowan,  Clifford  Thome  and  their  associates 
in  the  legal  work  of  the  live  stock  organizations,  closed  their 
petition  for  rehearing  and  consolidation  of  Ex  Parte  74  with  the 
National  Live  Stock  case,  as  follows: 

The  fair  value  of  the  property  is  far  less  than  the  amount 
used  by  the  Commission  in  said  decision,  and  it  was  within  the 
contemplation  of  the  statute  that  the  Commission  should  from 
time  to  time  adjust  those  values  in  order  that  the  rate  and  the 
return  would  afford  the  Commission  the  opportunity  and  secure 
the  shippers  the  right  to  have  prescribed  just  and  reasonable 
rates. 

The  complainants,  therefore,  especially  invoke  this  power 
and  jurisdiction  of  the  Commission  as  a  means  whereby  the 
Commission  may  ascertain  and  determine  the  fair  value  as  it 
exists  at  this  time  and  will  exist  in  the  immediate  future  to  the 


end    that    it   may   prescribe   and   order   just   and    reasonable    rates. 

And.  further,  these  complainants  say  that  for  the  reasons 
set  forth  and  because  of  the  failure  of  the  'Commission  to  find 
and  specify  the  value  in  each,  the  Western  and  the  Mountain 
Pacific  Kroups,  and  the  failure  to  ascertain  the  results  in  gross 
or  net  income  from  operation  in  each  group,  as  it  was  at  the 
time  of  the  decision  in  Ex  Parte  74,  or  antecedent  to  that  time, 
or  probable  for  any  period  subsequent  to  the  date  of  that  de- 
cision, rendered  the  same  wholly  void. 

These  petitioners  further  allege-  that  by  actual  experiment 
the  attempt  to  increase  these  rates  and  produce  the  returns 
specified  in  the  statute  by  the  method  provided,  in  the  amount 
and  manner  provided  by  the  Commission  in  its  decision  in  Ex 
Parte  74,  have  wholly  failed  and  have  demonstrated  the  fact 
that  it  is  impossible  for  the  Commission  in  the  exercise  ol  its 
power  to  prescribe  just  and  reasonable  rates,  to  initiate,  modify 
or  adjust  such  rates,  so  that  the  carriers  as  a  whole  or  as  a 
whole  in  such  rate  groups,  will  earn  an  aggregate  nnual  net 
railway  operating  income  equal  to  the  S1/^  per  cent  or  6  per  cent 
upon  the  value  of  the  property  which  the  Commission  used  in 
Ex  Parte  74.  for  the  Western  district  wherein  said  groups  are 
located  as  aforesaid. 

Wherefore  these  petitioners  pray  for  a  reconsideration,  and 
if  deemed  necessary  by  the  Commission,  a  rehearing,  in  Ex  Parte 
74  with  respect  to  the  Western  district  and  for  the  modification 
of  its  decision,  and  to  exclude  from  its  decision  the  finding-  with 
respect  to  the  value  of  the  property  taken  by  the  Commaslon 
to  use  in  the  computation,  and  set  aside  the  finding-  that  to  pre- 
scribe just  and  reasonable  rates  and  to  set  aside  and  hold  for 
nought  the  decision  allowing  the  advances  of  35  per  cent  in 
the  Western  group  and  25  per  cent  in  the  Mountain  Pacific 
group;  and  that  for  the  purpose  of  determination  of  just  and 
reasonable  rates  on  live  stock  and  the  reduction  in  said  Western 
district,  that  it  consolidate  with  this  case,  cause  No.  12146,  Na- 
tional Live  Stock  Shippers  League  et  al.  vs.  The  Atehieon,  Topeka 
&  Santa  Fe  Railway  et  al..  decided  on  July  3,  1921,  but  held  open 
for  further  proceedings,  and  the  motion  of  complainants  therein 
for  modification  of  the  decision  of  the  Commission  in  said  cause 
filed  on  September  22.  1921,  wherein  these  petitioners  pray  for 
a  decision  that  the  rates  aforesaid  be  held  unreasonable  and  the 
said  advances  thereof  set  aside  and  for  general  relief. 

And  these  petitioners  pray  for  all  such  general  relief  as  they 
may  be  entitled  to  under  the  law  and  the  facts  existing  upon  the 
record  in  said  cause  as  far  as  may  be  developed  by  the  Com- 
mission at  such  further  hearing  and  consideration  as  may  be 
given. 

Complainants  specially  pray  that  an'  order  be  entered  to 
revoke  the  decisions  of  this  Commission  requiring  that  state 
rates  be  increased  by  the  same  percentage  as  in  Ex  Parte  74, 
so  that  state  commissions  may  make  the  same  reductions  that 
this  Commission  shall  make  herein. 


REDUCTIONS  ON  FARM  PRODUCTS 

The   Traffic    World    Washington  Bureau 

An  immediate  reduction  in  freight  rates  on  farm  products 
is  essential  to  anything  approximating  a  normal  return  of  profits 
for  farming  operations,  according  to  tire  congressional  joint 
commission  of  agricultural  inquiry,,  which  made  public  on  Decem- 
ber 15  a  summary  of  part  one  of  its  report  as  to  the  causes  of 
the  agricultural  crisis.  The  commission  has  asked  for  an  ex- 
tension of  time  in-  which  to  complete  its  full  report,  which  will 
include  an  analysis  of  the  agricultural  problem  as  it  relates  to 
transportation.  It  expects  to  have  the  full  report  completed  J^y 
April  15.  1922. 

The  recommendations  made  by  the  commission  in  part  one 
of  its  report  follow: 

(1)  That   the   Federal   Government   affirmatively   legalize   the  j 
co-operative   combination   of   farmers   for  the   purpose   of   market- 
ing,   grading,    sorting,    processing,    or   distributing    their    products., 

(2)  That    the    farmer's    requirements    for    credit    correspond-; 
ing   to   his    turnover   and    having   maturity    of   from   six    months    to, 
three    years,    which    will    enable    payment    to    be    made    from    the 
proceeds   of    the   farm,    be   met   by   an   adaptation    of    the    present 
banking    system    of    the    country,    which    will    enable    it    to    furnish 
credit   of  this  character.     It  is   expected   that  a  concrete   proposal 
to    carry    out    this    recommendation    will    be    made    in    part    2    of 
this    report. 

(3)  That  there   should   be   a  warehousing   system   which   will 
provide    a    uniform    liability    on    the    part    of    the    warehousemen 
and    in    which    the   moral    and    financial    hazards    are    fully    insured. 
To    this    end    the    Commission    suggests    the    extension    of    the    ex- 
isting   Federal    warehouse    law    and    the    passage    by    the    SCVIM-.-I! 
states   of   uniform   laws   regulating  the   liability   of  warehousemen 
and   the   services   rendered   by   them. 

(4)  The    Commission    believes    that    an    immediate    reduction 
of    freight    rates    on    farm    products    is    absolutely    necessary    to    a 
renewal    of    normal    agricultural    operations    and    prosperity,    and 
recommends   prompt   action  by   the   railroads   and   constituted   pub- 
lic   authority    to    that    end.* 

(5)  That    there    should     be    an    extension    of   .the    statistical 
divisions    of    the    Department    of    Agriculture,    particularly    along 
the    lines    of    procurement    of    live    stock    statistics. 

(6)  That    provision    should    be    made    by    Congress    for    agri- 
cultural   attaches    in     the    principal     foreign    countries    producing 
and    consuming    agricultural    products. 

(7)  The    development    by    trade    associates    and    by    state    and 
Federal    sanction   of   more   accurate,   uniform   and   practical    i;,;id<-s 
of    agricultural    products    and    standards    of    container.?    for    the 
same. 

(8)  That    adequate    Federal    appropriations    should    be    made 
for  the   promotion   of   better  book   and   record  keeping  of   the   cost 
of    production    of    farm    products    on    the    basis    of    the    farm    plant 
unit,    as    a    basis    for    the    development    of    more    efficient    methds 
of  farm   management. 

(9)  Provision    for   an   extended    and   co-ordinated   program   of 
a    practical     and    scientific    investigation    through     state    and     na- 
tional   departments   of   agriculture   and    through    agricultural    col- 
leges   and    universities    directed    toward    reducing    the    hazards    of 
climate   and   weather  conditions  and  of  plant  and   animal   diseases 
and    insect    pests. 

(10)  More    adequate    wholesale    terminal     facilities,    particu- 
larly   for   handling   perishables   at    primary    markets   and    a    more 
thorough   organization   of   the   agencies  and    facilities  of   distribu- 
tion   of    the    large    consuming    centers    of    the    country. 

(11)  The    development    of    better     roads    to     local     markets. 
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Joint  facilities  at  terminals  connecting  rail,  wntcr.  and  iiniim 
transport  system*  and  more  adequate  facilities  at  shipping  points 
with  a  view  to  reducing  the  cost  of  marketing  and  distribution. 

(12)  That   greater  effort   be  directed   to   the   Improvement   of 
community    life. 

(13)  The     renewal     of    conditions    of    confidence,    and     Indus- 
t  ri:i  I.    us    well    as    agricultural    prosperity,    Is    dependent    upon    a 
readjustment    of   prices    for    commodities    to    the    fnd    Hint    prices 
!••.  i-ived    for    commodities    will    represent    a    fair    division    of    thn 
economic   rewards  of   Industry,   risk,   management,  and   Investment 
of   capital.     These   conditions   cannot   be   brought   about   by   legis- 
lative formulas,   but  must   be  the   result   for   the  most   part   of  the 
interplay    of    economic    forces.      The    Government    and    the    states 
within    their    respective    spheres    should    do    by    legislative    and 
administrative  action*  what   It  may  be   possible   to  do,   based   upon 
sound    principles    to    facilitate    this    readjustment. 

In  making  the  foreglng  recommendations  It  must  bc'umlei- 
M  i  M  «I  that  the  Jurisdiction  of  the  Federal  Government  if  limited 
and  that  It  cannot  directly  regulate  production,  marketing,  or, 
transportation,  not  the  subject  of  Interstate  commerce.  There- 
fore the  foregoing  recommendations  contemplate,  in  addition  to 
legislation  within  the  jurisdiction  of  Congress,  action  by  state 
authorities  within  their  respectve  jurisdictions  and  local  and 
private  interests,  in  order  to  achieve  the  objects  sought. 

Referring  specifically  to  transportation,  the  Commission  said: 

The  pyramided  advances  in  freight  rates  which  have  been 
made  since  1913  have  resulted  in  the  highest  level  of  freight 
rates  during  the  period  when  agricultural  products  were  at  the 
lowest  point  they  have  been  for  30  years  in  terms  of  purchasing 
power.  These  Increases  have  had  the  effect  of  diminishing  the 
net  price  received  by  the  farmer,  as  the  price  of  farm  products 
Is  usually  the  price  at  the  terminal  or  the  price  at  the  place 
where  the  product  of  one  locality  or  one  country  comes  in  direct 
competition  with  the  product  of  another  locality  or  another 
country,  less  the  freight  from  the  local  market  to  that  terminal. 

Railroad  service,  like  any  other  service  or  commodity,  must 
be  sold  at  a  price  within  the  reach  of  the  people  who  pay  for  It. 
Freight  rates,  therefore,  must  bear  some  relation  to  the  prices 
which  it  is  possible  to  obtain  for  the  commodities  transported. 

Numerous  instances  were  brought  to  the  attention  of  the 
commission  in  which  it  was  shown  that  the  total  receipts  from 
shipments,  especially  of  fruits  and  vegetables,  were  absorbed 
by  railroad  charges  in  transporting  them  to  market,  leaving  the 
producer  nothing  for  his  time,  labor,  and  investment  in  produc- 
ing them. 

In  other  cases  commodities  could  not  be  moved  at  all  because 
the  price  at  the  terminal  would  be  entirely  absorbed  by  the 
freight  charges  in  transporting  them. 

No    industry   can    survive   or   prosper   under   such    conditions. 

An  immediate  reduction  in  freight  rates  from  the  farmer's 
standpoint  both  as  a  producer  and  consumer  is  absolutely  essen- 
tial to  anything  approximating  a  normal  return  of  profits  for 
farming  operations.  The  Commission  believe.s  that  an  im- 
mediate reduction  of  freight  rates  on  farm  products  is  abso- 
lutely necessary  to  p.  renewal  of  normal  agricultural  operations 
and  prosperity,  and  recommends  prompt  action  by  the  railroads 
and  the  constituted  public  authority  controlling  transportation 
rates,  looking  to  a  scientific  readjustment  downward  of  exist- 
ing tariffs  on  agricultural  products.* 

The  commission  said  that,  measured  in  terras  of  purchasing 
power.  The  t'at  iner's.  dollar  in  1920  was  worth  S(J  cents;  in  Miii_ 
1921,  77  cents,  and  that  during  the  last  twelve  mouths  it  lias. 
been  worth  less  than  in  any  preceding  12  months  in  30  years. 

The  average  reward  per  farmer  for  labor,  risk  and  man- 
agement, after  allowing  5  per  cent  return  on  the  value  of  his 
Investment,  the  commission  said,  was  $311  in  1909;  $826  in 
1918;  $219  in  1920.  The  average  yearly  earnings  of  employes 
in  rail  transportation  was  $773  in  1909  and  $1,532  in  1918,  the 
commission  said.  Measured  in  terms  of  purchasing  power,  the 
earnings  of  employes  in  rail  transportation  was  $682  in  1909 
and  $882  in  1918.  The  average  reward  of  employes  in  the  mining 
industry  in  1909  was  $590  and  $1,280  in  1918,  the  commission 
found. 


•Since  this  recommendation  was  agreed  to.  certain  reductions  In 
freight  rates  upon  agricultural  products  have  been  made. 

NO  COAL  REDUCTIONS 

J.  D.  A.  Morrow,  vice  president  of  the  National  Coal  Associa- 
tion, characterizes  as  "baseless,"  reports  in  various  parts  of  the 
country  to  the  effect  that  a  reduction  in  freight  rates  on  coal  may 
be  expected  soon. 

"There  is  absolutely  no  foundation  for  these  reports,"  said 
Mr.  Morrow.  "Careful  inquiry  here  from  all  official  sources  con- 
cerned justifies  the  definite  statement  that  no  freight  reductions 
on  coal  shipments  may  be  expected  while  general  rate  reduc- 
tions are  under  consideration  by  the  Commission.  This  pre- 
cludes the  slightest  probability  of  any  such  coal  freight  reduc- 
tions before  next  Spring. 

"The  Commission,  which  begun  its  general  hearings  Decem- 
ber 14,  will  not  finish  with  the  shippers  alone,  it  is  understood, 
until  January  9  and  not  until  after  that  time  can  there  be  definite 
consideration  of  reductions. 

"It  is  quite  clear,  with  the  time  needed  to  prepare  tariffs  and 
put  them  into  effect,  that  no  freight  reduction  on  coal  shipments 
in  the  United  States  can  be  expected  before  next  April. 

"Shipments  of  bituminus  coal  from  the  mines  are  going  out 
at  the  rate  of  only  about  7,000,000  tons  a  week,  an  extremely  low 
output.  A  part  of  the  explanation  for  this  decrease  In  the  move- 
ment of  coal  has  been  the  circulation  of  rumors  that  the  rates 
on  coal  were  to  be  immediately  reduced. 

"Every  coal  producer  and  distributor  will  perform  a  service 
to  his  customers  if  he  will  make  these  facts  unquestionably  clear 
to  them  and  let  them  understand  the  danger  to  their  own  In- 
terests in  paying  any  attention  to  groundless  rumors  of  imminent 
freight  reductions." 


SENATE  COMMITTEE  HEARINGS 

The   Traffic    World   Washington  fturrau 

Walker  D.  Mines,  former  Director  General  of  Railroads,  ap- 
peared before  the  Senate  Interstate  Commerce  Committee,  De- 
cember 9,  at  the  request  of  Senator  Cummins,  and  gave  bin  views 
on  the  proposed  changes  In  the  transportation  act  advocated  by 
the  state  commissions  and  others.  Senators  Cummins,  Poln- 
dexter,  Kellogg,  Myers,  Plttman  and  Townsend  were  present. 

Mr.  Hlnes  Bald  \ct  repeal  section  15a  would  ho  a  backward 
Step  In  the  regulation  nf  th«  rattrnaiti^  ana  tnarb  tho  rotiirn  In 
"negative  and  rest  net  ivc"  regulation.  He  alMi  uru-cil  recognition 
of  the  Commission  as  the  final  authority  to  pass  on  intrastate 
rates  when  those  rates  are  discriminatory  against  Interstate 
commerce.. 

"I  wish  Mrs  i  to  discuss  the  principle  involved  in  the  proposal 
to  repeal  section  15a  of  the  Interstate  commerce  act,"  said  he. 
"This  section  constitutes  the  first  affirmative  dealing  by  Congress 
with  the  regulation  of  railroad  rates  and  constitutes  the  corner- 
stone of  the  new  policy  which  was  adopted  in  the  transportation 
act  of  dealing  with  the  railroad  problem  in  an  affirmative  and 
constructive  manner. 

"Thirty-three  years  of  federa^  railroad  regulation,  beginning 
in  1^7.  lia'l  finally  led  nnhli^  nnininn.  tn  thp  nnnrOimlnn  thai  nn 
aflirma!i\e  ami  cunstntcth  u  policy  via.-.  ncces.sari-  The  tran^- 
nnrtatinn  aft  wna  fho  nntfrowth  ftf  |hat  conclusion  and  section. 

l.)ii    is    tlit.1   \ital    element    ni    ilia!    iii'\\    PM!ICV_ 

"It  is  unnecessary  to  repent  now  the  dangers  ami  the  disap- 
pointments which  accompanied  the  old  policy  of  purely  negative 
and  restrictive  regulation.  It  is  sufficient  to  say  that  after  long 

years     of    careful     nhsprvatinn     q^i-1     painful     ovporj^n»y     tV.n    nn^ 

elusion  prevailed  that  the  only  way  to  escape  g"ov«'rnm''Pt  "wnpr- 
ship  of  railroads  and  to  make  provision  for  ademiate  railroad 
service  waa  through  the  adoption  of  an  affirmative  a.prt  pnnatnic. 

live  poli^v,  and  I  believe  most  earnestly  thai  Congress  outlll 
not  at  the  present  time  abandon  ilia'  policy,  as  it  would  do  Ui. 
the  repeal  of  ap^flnn  ^fifl,  If  that  gppflnn  la  ropgalpH  thp  Inter- 

state  commerce  act  will  still  stand  as  a  scheme  of  negative  and 
restrictive  regulation,  the  very  scheme  that  thirty-three  years 
have  proved  to  be  wholly  inadequate. 

"I  fully  realize  that  for  the  time  being  the  new  scheme  has 
not  produced  an  adequate  revenue  for  the  railroads  or  rates  that 
are  satisfactory  to  the  public,  and  I  appreciate  that  the  rates 
have  been  especially  unsatisfactory  to  the  great  agricultural  In- 
terests, which  have  seen  the  prices  of  their  products  deflated  far 
in  advance  of  deflation  of  other  prices  and  of  wages.  But  this 
situation  cannot  be  corrected  by  abandoning  the  affirmative 
policy  of  railroad  regulation  and  returning  to  the  purely  negative 
and  restrictive  policy  of  the  past.  Indeed,  in  the  long  run,  the 
agricultural  interests  would  suffer  as  seriously  as  any  other 
interest  could  possibly  suffer  through  the  impairment  of  railroad 
service  which  would  result  from  the  abandonment  of  an  affirm- 
ative policy  of  railroad  regulation. 

"The    fart    that    fh.=»    prffflplPt    gfhomp    bag    nnt    wnrlrori    -nritb 


satisfaction  is  not  because  a  schejuu  of  negati\e  and  rtistrictiut 
regulation  would  have  worked  better  but  is  because  conditions 
have  been  so  completely  upset  by  the  war  that  no  scheme  what- 
ever could  give  satisfaction  for  the  time  being.  It  is  of  the 
highest  importance  to  give  a  reasonable  time  for  the  trial  of 
the  new  plan  arid  not  to  engage  in  the  costly  step  of  abandoning 
this  plan  simiply  because  of  temporary  difficulties.  Those  diffi- 
culties are  the  outgrowth  of  the  war,  and  are  not  the  outgrowth 
of  the  policy  of  section  15a. 

"Adequate  railroad  service  in  this  country  in  the  future  is 
dependent  upon  greatly  enlarging  the  railroad  facilities  of  the 
country,  and  this  will  demand  enormous  quantities  of  capital.  In 
view  of  the  fact  that  the  war  has  necessitated  the  postponement 
of  many  sorely  needed  railroad  additions  and  betterments,  I 
should  think  that  the  annual  expenditures  for  capital  purposes 
ought  to  be  considerably  in  excess  of  a  billion  dollars  per  year 
for  many  years  to  come.  In  this  respect  the  situation  in  the 
United  States  is  very  different  from  the  situation  in  England 
or  the  other  older  countries  of  Europe.  In  these  European  coun- 
tries there  is  much  less  need  for  further  enlargement  of  the 
railroad  systems.  But  our  country  is  still  a  new  country,  and 
it  is  difficult  to  exaggerate  the  transportation  needs  which  still 
remain  unsatisfied  and  which  cannot  be  satisfied  except  by  the 
raising  of  large  amounts  of  new  capital.  This  universally  recog- 
nized need  for  raising  tremendous  amounts  of  additional  capital 
was  the  principal  reason  for  adopting  the  new  policy  embodied 
in  section  15a  of  the  transportation  act. 

"If  the  need  for  an  affirmative  and  constructive  policy  has 
been  indicated  by  our  past  experience,  certainly  that  need  has 
been  intensified  by  the  difficulties  arising  from  the  war.  To 
a  greater  extent  than  ever  before  is  it  necessary  to  stabilize 
railroad  conditions  and  to  give  some  encouraging  basts  for  the 
investment  of  the  needed  adidtional  funds  in  railroad  facilities. 
Therefore  existing  conditions  make  it  far  more  imperative  than 
ever  before  that  the  new  policy  should  be  adhered  to  and  should 
not  be  either  abandoned  or  impaired  in  this  critical  period. 

"1  dn  not  rlaim  thqt  the  scheme  of  the  transportation  ag^ 
by  itself  will  prove  a  permanent  solution  nf  the  railroad  nrnjv 
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of  the  country,  but  I  do  claim  that  f,**  affirmative  policy 
-mr^jjEgTirr  ,0»n,vn  iK.a  represents  an  important  forward  stan 
in  the  evftlntf""  "f  thc  mmntry'R  railroad  policy,  and  that  it 
will  be  indescribably  unfortunate  tn  take,  a.  har.kwa.rri  stfiu  at. 

Hie  i. ivs, 'in    time  by   repealing   that   section, 
Power  Over  Stale.  Rales. 


lems 


"I  wish  now  to  discuss  the  principle  involved  in  the  pro- 
posal to  repeal  the  authority  which  the  Commission  now  pos- 
sesses to  modify  intrastate  rates  when  necessary  to  prevent  dis- 
crimination against  interstate  commerce 

"The  practical  application  of  this  principle  is  indispensable 
to  any  orderly  control  and  development  of  the  railroads  of  the 
country.  TheVe  cannot  be  two  supreme  governmental  masters 
with  respect  to  the  same  subject  matter.  If  anything  is  prac- 
tically clear  as  the  result  of  our  experience  during  the  last 
quarter  of  a  century,  it  is  that  the  railroad  problem  of  this 
country  is,  in  a  broad  .  sense,  a  single  and  indivisible  subject 
matter.  The  same  roadbed,  track  and  stations  serve  the  inter- 
state traffic  and  the  intrastate  traffic;  the  same  trains  carry 
both  sorts  of  traffic;  the  same  staff  of  officers  and  employes  is 
engaged  in  handling  both  sorts  of  traffic.  The  theory  that  the 
whole  railroad  plant  can  be  so  separated  as  to  look  at  intrastate 
traffic  entirely  separate  and  apart  from  interstate  traffic  is 
wholly  opposed  to  the  indisputable  physical  facts. 

"From  a  financial  standpoint  the  inseparability  of  the  rail- 
road problem  is  equally  apparent.  The  vital  thing  that  supports 
railroad  credit  and  admits  of  raising  funds  to  provide  facilities 
for  both  interstate  and  intrastate  business  is  the  net  operating 
income,  and  it  is  a  single  thing. 

"Tt  would  be  utterly  destructive  of  any  orderly  regulation 
in  give  two  different  sets  of  tribunals  independent  final  authority 
ID  deal  with  that  net  operating  income. 

-Congress  has  been  forced  to  legislate  to  secure  adequate 
railroad  service  for  the  country.  To  prevent  interruptions  to 
railroad  transportation  it  has  provided  an  elaborate  plan  for  the 
regulation  of  labor  questions,  has  indicated  the  standards  to  be 
taken  into  consideration  in  the  fixing  of  wages,  and  has  created 
a  situation  where  the  view  of  the  Labor  Board  is  practically 
final  as  to  railroad  wages.  This  view  is  not  confined  to  inter- 
state railroad  wages,  because  there  is  no  such  thing.  It  applies 
to  the  wages  of  all  the  employes  who  operate  railroads,  and 
therefore  embraces  intrastate  services  indiscriminately  with 
interstate  services.  How  can  any  federal  tribunal  deal  with  any 
degree  of  confidence  with  this  subject  if  a  very  large  part  of 
the  net  operating  income  is  finally  controlled,  regardless  of 
federal  intervention,  by  a  state  authority? 

Pnngregg    has    legislated    to    t-nrnpel    adequate    fa- 


iliiies  and  lias  adopted  exclusive  legislation  to  control  the  issue, 
f  railroad  securities  and  to  determine  the  reasonable  rates  nt' 
interest  thai  may  be  paid  thorairu.  ITow  can  those  things  _bo 
effectively  accomplished  if  tribunals,  entirely  independent  oL 
federal  authority,  are  tree  to  determine  with  finality  an  impoj^ 
tant  part  of  the  net  operating  income  of  the  railroad  companies.? 

"The  fact  that  federal  courts  could  set  aside  as  confiscatory 
rates  fixed  by  state  commissions  would  be  no  satisfactory  pro- 
tection in  this  matter.  Many  of  the  influences  of  intrastate 
rates  could  not  be  met  at  all  by  such  processes  and,  besides, 
the  railroad  business  of  this  country  cannot  be  properly  de- 
veloped through  a  series  of  lawsuits.  Our  experience  hap  fihnwn 
that  there  must  be  an  affirmative  and  constructive  poijfiYi  ",pd 
ilia  I  policy  cannot  be  successfully  realized  unless  there  can  be 
one  final  and  supreme  authority  to  reconcile  differences  of  visuit 
between  slate  authorities  and  federal  authorities, 

"As  I  look  at  it,  the  original  provision  of  Section  3  of  the  In- 
terstate commerce  act  is  broad  enough  to  correct  intrastate 
rates  which  defeat  the  policy  of  Congress  by  creating  a  prejudice 
to  interstate  traffic,  which  is  certainly  a  particular  description  of 
traffic  within  the  meaning  of  section  3.  If  any  railroad  company 
should  of  its  own  motion  put  into  effect  a  two-cent  passenger 
fare  on  all  its  intrastate  business  in  the  state  of  New  York  and 
at  the  same  time  should  establish  a  three-cent  passenger  fare 
on  all  its  interstate  business,  it  is  clear  to  me  that  that  railroad 
company  would  be  regarded  as  violating  section  3  of  interstate 
commerce  act  by  subjecting  to  an  undue  prejudice  all  its  inter- 
state passenger  traffic  and  by  giving  an  undue  preference  to  all 
its  intrastate  passenger  trofflc  in  New  York. 

"Therefore,  I  do  not  think  any  new  principle  needed  to  be  in- 
volved in  order  to  accomplish  the  result  which  has  been  pro- 
duced under  the  transportation  act.  The  express  language  of 
that  act,  referring  to  unjust  discrimination  against  interstate 
traffic,  is  more  emphatic  and  therefore  more  desirable.  Certain- 
ly it  is  at  least  as  strong  as  the  expression  "burden  upon  inter- 
state traffic,"  and  probably  stronger. 

"I  wish  to  call  attention  to  the  fact  that  there  is  a  curiously 
inverted  view  involved  in  assuming  that  an  intrastate  rate  ought 
to  be  corrected  by  federal  authority  if  it  appears  that  it  hurts  the 
business  of  a  particular  interstate  shipper,  but  that  all  intrastate 
rates  ought  not  be  corrected  if  it  appears  that  as  a  whole  they  de- 
feat a  salutary  policy  of  Congress.  Such  a  contention  amounts 
to  saying  that  Congress  intended  by  the  interstate  commerce  act 
to  prevent  a  series  of  little  wrongs  but  deliberately  restricted 


what  it  did  so  as  to  avoid  the  possibility  of  correcting  a  vastly 
greater  wrong  if  it  should  be  committed.  I  cannot  conceive  of 
any  such  distinction,  and  it  is  certainly  opposed  to  the  entire 
legislative  and  judicial  policy  of  the  United  States. 

"In  Illinois  Central  v.  Public  Utilities  Commission,  245  U.  S. 
43911,  the  Court  said: 

Of  course,  the  Commission  could  adjust  the  remedy  to  the  evil 
and  make  the  order  as  broad  as  the  wrongful  discrimination. 

"And  it  further  said: 

And    had   it    Intended   to   require   or   authorize   a   state-wide    read- 
justment of  the  intrastate  rates  it  doubtless  would  have  given  direct 
expression  to  that  purpose,  which  easily  could   have  been  dom 
few  lines. 

"The  court  held  that  the  Commission's  order  was  insufficient 
because  of  its  lack  of  certainty  and  not  because  of  the  lack  of  au- 
thority to  deal  with  a  big  evil  as  well  as  with  a  little  one. 

"As  I  view  it,  the  present  situation  really  arises  not  out  of 
any  new  principle  which  has  been  incorporated  in  the  act,  but 
out  of  an  extraordinarily  difficult  emergency  which  has  resulted 
from  the  war.  When  it  became  necessary  after  the  war  to  in- 
crease passenger  rates  twenty  per  cent  and  freight  rates  from 
twenty-five  to  forty  per  cent,  it  at  once  became  clear  that  the 
maintenance  of  intrastate  rates  on  the  old  level,  in  conjunction 
with  such  heavy  increases  in  interstate  rates,  would  bring  about 
the  most  widespread  undue  prejudict  against  interstate  traffic 
and  undue  preference  in  favor  of  intrastate  traffic.  It  was  this 
unprecedented  state  of  facts  that  has  produced  the  conditions 
which  have  caused  the  existing  complaints. 

"I  have  examined  the  various  decisions  of  the  Commission 
in  these  intrastate  cases  and  I  believe  those  decisions  constitute 
a  complete  defense  to  the  attacks  which  have  been  made  upon 
them,  and  I  urge  the  Committee  to  examine  the  decisions  them- 
selves. They  do  not  show  any  purpose  to  usurp  the  functions  of 
the  state  commissions,  but  they  do  show  the  purpose  to  avoid 
what  would  have  been  an  obvious  undue  prejudice  against  in- 
terstate commerce  if  the  intrastate  rates  had  not  been  corrected. 
"I  understand  the  view  has  been  urged  upon  the  committee 
that  the  action  of  the  Interstate  Commerce  Commission  has  re- 
sulted in  freezing  the  intrastate  rates  so  as  to  render  the  state 
commissions  incapable  of  dealing  with  them.  I  take  it  that  ex- 
actly the  same  result  existed  in  cases  like  the  Shreveport  case 
prior  to  the  war.  In  other  words,  where  the  state  adjustment 
violated  the  interstate  commerce  act  and  the  Interstate  Com- 
merce Commission  had  to  prescribe  a  remedy,  this  necessarily 
hampered  the  state  commissions  in  thereafter  dealing  with  these 
adjustments.  This  is  a  natural  consequence  arising  from  the 
necessity  of  correcting  the  state  adjustment,  but  this  is  no  rea- 
son for  not  making  the  correction.  If  it  were,  it  would  mean 
that  a  remedy  could  not  be  afforded,  no  matter  how  obvious  the 
evil,  and  indeed  the  more  extensive  the  wrong  the  more  impos- 
sible it  would  be  to  give  a  remedy. 

But  as  a  practical  matter  I  do  not  believe  these  embarrass- 
ments will  arise  in  the  future.  The  Interstate  Commerce  Com- 
mission has  been  called  upon  in  a  great  crisis  to  exercise  a  very 
grave  responsibility  in  order  to  carry  out  a  highly  important  con- 
gressional policy.  I  think  the  Interstate  Commerce  Commission 
in  the  decisions  which  it  has  rendered  has  been  shown  the  most 
earnest  desire  to  preserve  unimpaired,  as  far  as  possible,  the  ac-j 
tivities  of  the  state  commissions,  and  I  believe  that  if  once  this 
question  can  be  set  at  rest  by  Congress  adhering  to  the  estab- 
lished policy  of  the  interstate  commerce  act,  the  Interstate  Com- 
merce Commission  and  the  state  commission  should  find  no  dif- 
ficulty in  getting  together  upon  plans  which  will  give  every  pos- 
sible element  of  freedom  to  state  action,  but  always  consistent  / 
with  the  fundamental  proposition  that  in  dealing  with  an  indi-  ) 
visable  subject-matter  there  must  be  one  paramount  authority  in 
the  last  analysis  and  that  this  paramount  authority  must  be  the  I 
Federal  authority. 

"I  make  these  remarks  with  the  liveliest  appreciation  of  the 
necessity  for  local  assistance  in  dealing  with  these  great  prob- 
lems.   Nn   ring   a,npre.c1atpH   better   ffran    T    fin,    nr  liaa.aaM    more 
positively  than  T  have  said,  that  these  local  questions  ought  to_ 
be  handled  locally  just  as  far  as  possible  and  that  it  is  highly  uiv. 
desirable  to  have  them  centralized  at  Washington,  except  so  faj; 
as  is  unavoidable  in  making  effective  the  paramount  federal -ait 
thoritv.. 

"It  seems  to  me  the  logical  events,  as  well  as  what  I  believe 
to  be  the  entirely  sympathetic  attitude  of  the  Interstate  Com- 
merce Commission  with  the  necessity  for  local  assistance,  will 
bring  about  a  most  beneficial  cooperation  between  that  commis- 
sion and  the  state  commissions,  provided  only  the  question  of 
principle  shall  be  settled  emphatically  in  favor  of  the  ultimate 
paramount  authority  of  the  federal  government. 

"I  might  add  that  I  not  only  think  local  attention  to  local  in- 
trastate rates  is  desirable,  but  also  to  local  interstate  rates.  I 
trust  that  here  may  be  an  evolution  of  the  regulation  under  the 
interstate  commerce  act  so  as  to  bring  about  this  enlarged  local 
attention  to  all  local  rates,  both  interstate  and  intrastate.  Per- 
haps this  can  be  accomplished  by  associating  members  of  state 
commissions  in  adjoining  states  with  local  representative  of  the 
interstate  Commerce  Commission  so  as  to  pass,  in  the  first  in- 
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stance,  on  purely  local  rates  in  that  portion  of  country,  whether 
interstate  or  intrastate.  Certainly  the  local  intrastate  rates  are 
no  more  in  need  of  local  attention  than  the  local  intrastate  rates. 
Hut  whatever  is  done  to  secure  adequate  local  attention  .to  rates. 
It  seems  to  mo  indispensable  that  this  should  be  done  without 
impairing  the  exclusive  paramount  authority  of  the  Federal  tri- 
bunal. It  seems  to  me  any  revision  In  this  direction  must  be  in 
the  nature  of  an  evolution  from  the  existing  status  and  cannot 
successfully  be  in  the  direction  of  destroying  the  existing 
status." 

Questioned  by  Senator  Pittman,  Mr.  Hines  said  state  com- 
missions could  not  lower  state  rates  if  such  action  resulted  in 
discrimination  against  interstate  commerce,  and  that  there  was 
a  limit  on  the  right  of  the  states  to  reduce  rates.  He  pointed 
out,  however,  that  aside  from  the  question  of  the  general  level 
of  rates,  the  state  commissions  could  perform  important  serv- 
ice in  the  readjustment  of  state  rates. 

Senator  Kellogg  developed  that  the  state  commissions  have 
the  right  to  fix  intrastate  rates  if  the  rates  do  not  discriminate 
against  interstate  commerce,  and  that  it  was  highly  important 
to  the  shipper  to  have  the  local  authority  to  deal  with  local  rates, 
and  that  Congress,  in  the  transportation  act,  had  not  taken  away 
from  the  states  all  control  over  intrastate  rates,  nor  had  it 
vested  the  Interstate  Commerce  Commission  with  absolute  con- 
trol. 

Senator  Cummins  asked  as  to  the  effect  of  section  15-a  on 
the  authority  of  the  Commission  over  state  rates  and  also  as  to 
the  character  of  evidence  that  should  be  required  to  establish 
discrimination  against  either  persons  or  localities  in  interstate 
commerce  or  against  interstate  commerce. 

"Is  it  your  opinion  that  section  15-a  conferred  any  additional 
authority  on  the  Interstate  Commerce  Commission  over  state 
rates,"  he  asked. 

Mr.  Hines  replied  that  the  language  of  the  section  was  "pe- 
culiarly broad"  but  that  he  did  not  believe  the  court  would  con- 
strue the  section  with  the  rest  of  the  act  as  giving  the  commis- 
sion power  to  fix  all  rates.  Senator  Cummins  said  he  agreed 
with  that  view.  He  said  the  act  was  not  intended  to  confer  that 
power. 

As  to  the  character  of  evidence  that  should  be  required  to  es- 
tablish unjust  discrimination,  Mr.  Hines  said  that  the  subject 
was  so  full  of  endless  variety  that  it  would  be  impracticable 
to  specify  the  character  of  the  evidence.  He  said  the  opinions 
of  the  commission  in  the  intrastate  rate  case  indicated  there  had 
been  evidence  to  justify  the  conclusions  reached  therein. 

Daniel  Willard  Testifies 

Approval  of  the  testimony  given  before  the  committee  by 
Mr.  Clark,  former  chairman  of  the  Commission,  and  Mr.  Hines, 
former  Director-General  of  Railroads,  was  voiced  December  12 
by  Daniel  Willard,  president  of  the  Baltimore  &  Ohio.  Senators 
Cummins,  Kellogg,  Stanley  and  Poindexter  were  present. 

Adoption  of  the  Capper  and  Nicholson  amendments  to  the 
transportation  act  would  result  in  absolute  failure  of  that  act 
and  leave  as  the  only  alternative  government  ownership,  Mr. 
Willard  said. 

The  rate-making  section  and  the  section  with  respect  to 
discriminatory  intrastate  rates,  the  witness  said,  are  the  two 
fundamental  sections  of  the  transportation  act.  Repeal  of  those 
provisions,  he  contended,  would  seriously  interfere  with  ade- 
quate transportation  facilities  being  provided  by  the  railroads. 

Mr.  Willard's  view  was  that  the  efforts  being  made  to  have 
the  two  sections  repealed  was  an  indirect  attack  on  private 
ownership  of  the  railroads.  He  characterized  such  an  attack 
as  "immoral.'1  He  said  it  could  not  be  said  that  a  return  of  5% 
or  G  per  cent  was  too  great,  pointing  out  that  the  railroads  had 
had  to  pay  7  per  cent  for  money  and  that  the  government  had 
refused  to  lend  money  to  the  railroads  for  less  than  6  per  cent. 

"Congress  by  t,his  act  marie  pnggihle  the  fiitnr^  giippp<^  pf 
prjvate  ownership 


\Villurj].     "If  Congress  is  going  t_o 


change  i;s  policx  toward  the  railroads,  why  not  do  it  in  a  direct 
wav_'.'  :  opposed  to  anything  being  done  to  change  the  effi- 
cacy of  the  transportation  act." 

Mr.  Wjilarfi  atraggpd  thp  nAort  tnr  the  Interstate  Commerce 
Commission  having  general  supervisory  control  over  intrastate 
rates. 

"Alfred  P.  Thorn,  general  counsel  for  the  Association  of  Rail- 
way Executives,  began  his  testimony  after  Mr.  Willard  had  con- 
cluded. 

"I  regret  that  an  effort  is  being  made  to  amend  the  trans- 
portation act,"  said  he. 

The  "background"  of  the  legislation  was  then  outlined  by 
.Mr.  Thom,  reference  being  made  to  the  Newlands  investigation. 
One  of  the  outstanding  developments  of  that  investigation,  he 
said,  was  the  conviction  that  the  most  expensive  transportation 
was  inadequate  transportation.  He  said  be  holiovpri  tho 


Discussing  Sec  i.,a.  he  said  objection  had  been  made  to  the 
grouping  plan  with  relation  to  rate  making.  He  said  that  bad 
been  the  universal  plan  followed  by  the  Interstate  Commerce 
Commission  and  the  state  commissions.  Mr.  Thom  contended 
it  was  not  the  intention  of  Congress  that  all  the  revenue  under 
section  15-a  should  come  from  Interstate  commerce.  If  that 
were  so,  he  said,  Congress  would  have  undone  what  it  did  in 
1887  in  providing  for  the  use  of  the  transportation  system  on 
terms  of  equality.  He  also  stressed  the  point  that  the  valuation 
act  made  no  separation  of  railroad  property  as  to  Interstate  and 
intrastate  commerce.  It  was  the  clear  purpose  of  Congress,  he 
said,  that  the  revenue  to  be  provided  should  come  from  both 
Interstate  and  Intrastate  commerce.  Congress  left  to  the  states 
the  Initial  power  over  state  rates),  but  herald  the  way  he  construed 
section  15-a  was  that  the  revenue  necessary  to  provide  adequate 
transportation  should  come  from  interstate  rates  fixed  by  the  In- 
terstate Commerce  Commission  and  from  lawful  state  rates, 
namely,  state  rates  not  discriminatory  against  interstate  com- 
merce. 

Mr.  Thom  said  he  wished  to  dissent  from  the  statement  made 
by  representatives  of  the  state  commissions  that  state  rates 
were  "frozen"  because  of  the  Commission's  orders  in  the  intra- 
tetate  rate  cases.  He  then  pointed  to  the  state  of  California  as 
an  example  of  a  state  which  retained  full  control  over  Its  state 
rates  because  it  had  raised  those  rates  in  the  same  percentage 
amounts  as  prescribed  by  the  federal  commission  for  inter- 
state commerce. 

Investment   Banker   Heard 

F.  J.  Lisman  of  New  York,  investment  banker  and  dealer  in 
railroad  securities,  was  heard  by  Senators  Cummins,  Fernald, 
and  Smith  the  afternoon  of  December  12,  as  to  the  effect  of  the 
passage  of  the  Capper  bill  on  the  ability  of  the  railroads  to 
finance  themselves.  At  the  present  time,  he  said,  it  is  possible  to 
sell  only  the  bonds  of  the  bent  foiii-nod  ™mpantoo  _  niT<<  i  pooooj^ 
of  the  bill  would  make  ii  more  difficult.  ID  sell  bomls,  He  -aid 
the  transportation  act  was  a  const  met  r,  of  legislation" 

Even  though  no  change  is  made  in  the  law,  he  said,  it  is  very 
doubtful  whether  the  railroads  will  be  able  to  earn  5%  or  6 
per  cent.  He  said  that  the  net  for  1921  would  be  considerably 
reduced  when  the  fact  of  deferred  maintenance  was  taken  into 
consideration.  He  estimated  that  in  dollars  at  $100,000,000. 
Mr.  Lisman  also  said  railroad  securities^ 


portation  act  carried  out  faithfully  the  purpose  of  Congress  uj. 
provide  adequate  revenues  for  adennatA  trftimnnrtaHrtn  fm»l\ifies 
The  key  to  the  whole  situation,  he  said,  was  in  the  declaration 
by  Congress  in  the  act  to  foster  and  preserve  transportation  in 
full  health  and  vigor.  This  new  purpose  of  Congress,  he  said, 
had  been  made  effective  by  sections  15-a  and  13  of  the  inter- 
state commerce  act. 


around  5%  per  cent  if  they  were  to  compete  with  the 
municipal  bond  issues. 

Mr.  Lisman  recommended  to  the  committee  legislation 
which  would  empower  the  Interstate  Commerce  Commission  to 
supervise  the  activities  of  railroad  labor  unions.  He  believed 
the  Commission  should  have  the  authority  to  define  the  issue 
when  a  strike  vote  was  to  be  taken,  his  point  being  that  under 
the  present  practice  the  strike  ballots  were  so  phrased  as  to 
force  votes  in  favor  of  a  strike.  He  also  believed  the  Commis- 
sion should  count  the  ballots  cast. 

A.  P.  Thom  Closes 

Mr.  Thom  resumed  and  concluded  his  statement  to  the  com- 
mittee December  13,  thus  closing  the  case  for  the  railroads  on 
the  Capper  and  Nicholson  bills.  Senator  Cummins  said  he  hoped 
to  conclude  the  hearings  on  those  bills  by  the  end  of  the  week. 
Representatives  of  the  United  States  Chamber  of  Commerce,  the 
Railway  Business  Association,  and  the  Interstate  Commerce 
Commission  were  scheduled  to  appear  before  the  hearings  were 
declared  closed. 

Mr.  Thom  said  the  state  commission  representatives  had 
interpreted  section  15-a  of  the  interstate  commerce  act  to  read 
"as  near  as  the  states  will  permit"  instead  of  "as  nearly  as  may 
be." 

"That  is  to  attribute  to  Congress  not  only  a  weak  but  a 
ludicrous  conception  of  dealing  with  this  problem,"  said  he. 

The  states  contend,  he  said,  tha't  they  are  the  arbiters  of 
the  standard  of  return.  That,  he  argued,  is  a  misconception  of 
the  purpose  of  Congress. 

Mr.  Thom  said  he  construed  section  13  to  mean  that  the  car- 
riers could  complain  to  the  Commission  if  state  rates  did  not 
yield  adequate  revenue  as  determined  by  the  standard  fixed  for 
interstate  commerce  and  also  if  the  states  attempted  to  force  the 
carriers  to  do  business  on  discriminatory  terms.  He  said  if  the 
states  may  determine  the  kind  and  quality  of  the  instrumentali- 
ties of  interstate  commerce  by  declining  to  pay  their  share  of 
the  cost  of  adequate  facilities,  then  the  states  had  the  power 
to  regulate  interstate  commerce.  He  also  construed  the  word 
"locality"  as  broad  enough  to  embrace  an  entire  state. 

"Some  people  claim  that  Congress  was  dealing  merely  with 
a  detail  of  interstate  commerce,"  said  he.  "This  law  was  in- 
tended to  reach  discrimination  against  the  body  of  interstate 
commerce  and  not  a  mere  item  of  it." 

Mr.  Thom  said  there  was  no  contention  on  the  part  of  the 
carriers  that  the  Commission  was  empowered  by  section  15-a  to 
initiate  intrastate  rates.  He  said  the  standard  for  interstate 
commerce  was  set  up  in  that  section  and  that  the  Commission 
could  only  step  in  after  the  states  had  so  exercised  their  initial 
power  over  state  rates  as  to  cause  discrimination  against  inter- 
state commerce.  He  declared  there  could  not  be  a  conception 
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of  unjust  discrimination  that  would  leave  the  national  standard 
to  be  fixed  by  the  states. 

Hagop  Bogigian,  of  Boston,  who  was  born  in  America,  testi- 
fied in  behalf  of  railroad  stockholders  and  appealed  to  the  com- 
mittee to  do  something  to  protect  their  interests.  He  said  he 
was  the  first  person  to  sell  an  American  windmill  in  Egypt,  to 
sell  an  American  plow  in  Russia  and  to  send  agricultural  im- 
plements into  Persia.  He  said  he  had  invested  his  money  in 
railroad  securities  because  the  railroads  were  a  great  power  for 
education  and  improvement  of  the  country. 

He  told  the  committee  of  attending  railroad  stockholders' 
meetings  at  which  he  said  all  the  papers  were  prepared  in  ad- 
vance and  the  stockholders  were  requested  to  approve  the  pa- 
.pers  without  having  anything  to  say  about  them.  He  said  he 
had  prevented  several  meetings  from  being  adjourned  in  five 
minutes.  He  said  all  the  stockholders  were  asked  to  do  was 
to  raise  money.  He  said  there  was  something  wrong  with  the 
management  of  the  railroads;  that  they  had  large  staffs  of  law- 
yers but  would  employ  outside  counsel  at  large  fees  when  im- 
portant cases  came  up.  He  said  he  held  more  stock  in  the  New 
Haven  than  nine  directors  of  that  company  and  that  he  did  not 
believe  that  a  director  holding  only  a  few  shares  of  stock  in  a 
company  could  have  a  great  deal  of  Interest  in  the  affairs  of  the 
company.  He  said  the  great  trouble  with  the  railroads  was  "ab- 
sent ownership." 

"The  managements  and  the  directors  get  fat  and  wear  fine 
clothes,  said  he.  The  bondholder  gets  the  only  consideration. 
The  stockholders  are  dependent  on  charity." 

Senator  Cummins  said  he  doubted  whether  the  federal  gov- 
ernment could  do  anything — that  the  power  over  the  individual 
corporations  was  vested  in  the  states.  The  witness  said  the 
stockholders  would  get  no  relief  from  the  state  governments. 
He  asked  why  something  was  not  done  with  regard  to  the  issu- 
ance of  passes  to  railroad  employes  and  members  of  their  fam- 
ilies. He  said  he  was  on  a  train  one  day  when  the  wife  of  a 
section  hand  and  her  seven  children  took  up  four  seats  on  passes 
while  he  had  to  stand  up.  Senator  Cummins  said  Congress  had 
passed  "a  pretty  good  pass  law." 

Howard  Thayer  Kingsbury,  counsel  for  the  New  York  Transit 
Commission,  urged  an  amendment  providing  that  carriers  should 
not  be  required  to  obtain  approval  from  the  Interstate  Com- 
merce Commission  of  security  issues  the  proceeds  from  which 
are  to  be  applied  on  improvements  ordered  by  a  state  commis- 
sion. He  said  that  if  the  federal  commission  should  disapprove 
such  an  issue  the  order  of  the  state  commission  would  be  de- 
feated. 

Two  Johnsons  Heard 

With  the  exception  of  representatives  of  the  Interstate  Com- 
merce Commission,  who  probably  will  not  appear  before  the  com- 
mittee until  early  in  January,  the  Senate  interstate  commerce 
committe  has  heard  all  the  witnesses  who  asked  for  an  oppor- 
tunity to  present  their  views  on  the  Capper  and  Nicholson  bills. 

Alba  B.  Johnson,  president  of  the  Railway  Business  Associa- 
tion, and  Professor  Emory  R.  Johnson,  of  the  University  of 
Pennsylvania,  representing  the  Chamber  of  Commerce  of  the 
United  States,  appeared  before  the  committee  December  15. 

Mr.  Johnson,  of  the  Railway  Business  Associatiton,  appeared 
specifically  against  the  Capper  bill  "as  a  direct  attack  upon  the 
earning  capacity  of  the  railroads."  He  explained  that  the  mem- 
bers of  the  association  were  vitally  interested  in  adequate  rail- 
way revenues. 

The  part  of  the  Capper  bill  which  would  reserve  to  the 
states  complete  control  over  intrastate  rates  was  opposed  by 
Mr.  Johnson  because  of  the  effect  such  legislation  would  have 
on  the  revenues  of  the  carriers  and  he  advocated  continuation 
of  the  control  exercised  heretofore  by  the  Interstate  Commerce 
Commission. 

Repeal  of  section  15a,  as  provided  by  the  Capper  bill,  he 
said,  would  leave  the  Commission  without  instructions  as  to 
rates  that  will  yield  an  adequate  income. 

"The  Railway  Business  Association,"  said  he,  "believes  that 
anything  tending  to  destroy  the  full  authority  of  the  Interstate 
Commerce  Commission  as  conferred  by  the  transportation  act 
is  contrary  to  public  policy." 

Referring  to  the  depression  of  business,  he  said  that  many 
attributed  the  depression  to  high  freight  rates  with  the  result 
that  there  was  a  popular  desire  for  a  revision  of  rates  downward 
and  attacks  on  the  transportation  act. 

.  ,In.  m/  °pinlon  the  greatest  calamity  that  could  happen  to 

he  I  nited  Slates  would  be  uoveniuient  operation  of  the  trails" 
portal  ion  lines,",  said  he.  "That  needs  no  argument.  Five  years 
ae°  it  might  have  been  the  subject  of  argument.  There  have 
been  experiences  passed  through  since  then  which  have  been 
convincing." 

One  reason  why  government  operation  would  be  a  calamity. 
lie  said,  is  that  political  com  nd  of  rates  would  result  and  that 
the  raies  would  be  liieher  untie]-  government  operation  than" 
under  jirivaic  IUM  ration. 

The  tiling  v.hieh  would  bring .  a.boui  soveruium,  _ 
"I  ownership  i.-   muduciuaey  of  reveinie."   he  continued. 

The  railroads  must  have  adequate  revenues  not  only  to  main- 


tain  the  railroad  properties,  but  also  to  attract  new  capital,  he 
said.  The  inability  of  the  railroads  to  get  new  capital  will  con- 
tinue so  long  as  the  return  from  railroad  investments  do  not  rise 
to  the  level  of  the  return  from  competing  securities,  he  said. 

Prosperity  will  not  be  restored,  he  said,  until  the  purchasing 
power  of  the  railroads  has  been  restored.  When  the  railroads 
are  in  prosperous  condition  and  are  buying  from  the  supply  and 
equipment  concerns,  he  said,  the  entire  business  of  the  country 
is  stimulated. 

"We  are  not  likely  to  have  stable  prosperity  so  long  as  the 
purchasing  capacity  of  the  railroads  is  low,"  said  he. 

Professor  rTnhnspnr  stated  the  position  of  the  Chamber  of 
Commerce  with  regard  to  the  Capper  and  Nicholson  bills  as 
outlined  in  the  Traffic  World  of  December  10,  in  the  statement 
sent  to  members  by  President  Defrees.  He  reviewed  the  work 
and  recommendations  of  the  National  Transportation  Conference 
and  of  the  Chamber  of  Commerce  with  regard  to  a  rule  of  rate 
making  which  would  assure  the  carriers  an  adequate  return, 
pointing  out  that  Congress  had  adopted  the  principle  of  the  rule 
of  rate  making  recommended.  He  said  the  Chamber  of  Com- 
merce was  of  the  opinion  that  the  transportation  act  should  not 
be  amended  at  this  time  and  that  when  it  was  changed  it  should 
be  rounded  out  and  supplemented  in  such  ways  as  deemed  wise. 
Professor  Johnson  was  accompanied  by  George  Post,  chairman 
of  the  railroad  committee  of  the  Chamber  of  Commerce. 


REPEAL  OF  SECTION  15-A 

The  Traffic   World   Washington  Bureau 

Repeal  of  section  15-a,  as  proposed  in  the  amendment  which 
Senator  Kendrick.  of  Wyoming,  said  he  would  offer  to  the  rail- 
road funding  bill,  was  urged  by  the  senator  in  a  speech  in  the 
Senate  in  which  he  said  what  he  proposed  "would  remove  that 
arbitrary  limitation  (a  return  of  5^  or  6  per  cent)  on  the  Com- 
mission in  fixing  rates,  and  thus  make  it  possible  for  the  Com- 
mission, in  considering  the  transportation  needs  of  the  country, 
not  only  to  have  regard  for  the  interests  of  the  carriers  but  to 
pay  heed  to  the  needs  of  the  shippers  and  patrons  of  the  -roads 
as  well  as  to  the  rights  of  the  general  public." 

"As  the  law  stands  today,"  he  continued,  "with  this  guar- 
anty clause  in  effect,  the  Interstate  Commerce  Commission  has 
no  choice  but  to  levy  a  toll  upon  all  industry  sufficient  to  pay 
the  railroads  a  fixed  profit,  though  every  other  industry  in  the 
land  may  operate  at  a  loss.  If  the  guaranty  clause  is  repealed 
by  the  adoption  of  my  amendment,  the  Interstate  Commerce 
Commission,  in  passing  upon  any  proposed  modification  of  the 
rates  will  be  free  to  determine  whether  the  charges  can  be  made 
without  imposing  an  unreasonable  burden  upon  the  shippers  and 
consumers. 

The  disproportionately  high  freight  rates  which  the  Com- 
mission has  been  forced  to  levy  because  of  the  mandatory  pro- 
vision of  this  section  have  constituted  one  of  the  greatest  fac- 
tors contributing  to  the  desperate  economic  condition  in  which 
the  country  now  finds  itself." 

Referring  to  the  advances  under  Ex  Parte  74,  the  senator 
said  the  result  was  nothing  less  than  ruin  to  the  producers  of 
the  west. 

"Among  the  many  illustrations  that  may  be  cited  of  the 
manner  in  which  these  increased  transportation  charges  levy 
a  prohibitive  tax  upon  production  in  different  sections  of  the 
country  I  select  only  a  few,"  said  he.  "The  following  extracts. 
are  from  a  letter  received  from  the  Milford  Grange  Rp-nnera.tivfr 
Association  pi;  Lander,  Wvn.; 

On  November  4,  1921,  at  Powell,  Wyo.,  wheat  of  the  grade  on  No. 
1  durum  northern  spring  fancy  was  bringing  the  grower  67  cents  per 
bushel;  on  the  same  date  wheat  of  the  same  grade  was  quoted  at 
$1.27  in  Minneapolis.  The  freight  rate,  Powell  to  Minneapolis,  is  68 
cents  per  100  pounds.  A  carload  of  wheat  amounts  to  about  1,000 
bushels.  This  means  that  it  cost  $600  to  transport  a  car  to  market 
$400  of  which  is  freight,  $200  being  the  buyer's  commission.  The 
freight  charge  is  unreasonable  and  unjustifitable  and  can  at  least  be 
remedied.  *  *  * 

We  can  not  specifically  state  the  freight-rate  situation  on  potatoes, 
but  when  the  grower  gets  around  $1  per  100  pounds  and  the  consumers 
in  the  Missouri  River  market  territory  pay  $3.50  to  $4  for  the  same 
quantity  we  might  be  excused  for  asking  our  Secretary  of  Commerce 
whether  his  department  has  any  jurisdiction  in  such  matters.  We 
feel  that  we  are  being  robbed,  and  we  do  not  know  just  where  to  turn 
for  protection  or  relief. 

Our  great  industry  is  live  stock.  You  are  only  too  well  acquainted 
with  the  terrible  condition  confronting  our  State  in  that  line.  Only 
today  returns  from  a  car  of  cattle  shipped  to  Omaha  show  that  it 
cost  me  $175  to  ship  and  sell  it,  the  freight  being  $138.  Interstate 
freight  rates  prohibit  us  from  shipping  feed  or  stock  from  one  section 
to  another.  «  »  * 

We  present  to  you  the  above  as  merely  illustrative  of  our  numer-   . 
ous    troubles.    Under    such    conditions    the    farmers    and    stockmen    of 
Wyoming  have  not   the  means  with   which    to   properly   defend   them-   I 
selves.  W^e  jecl,  to  put_it  ohfinlj^ag-ain,  thai_w£_are  bejjpg jobbed-*  *  * 


The  Wyoming  senator  dwelt  at  length  on  similar  illustra- 
tions of  transportation  costs.  He  then  submitted  a  tabulated 
statement  to  show  that  the  Southern  Pacific,  Union  Pacific,  Bur- 
lington, Santa  Pe,  Great  Northern  and  Northern  Pacific,  had 
paid  dividends  ranging  from  4  to  10  per  cent  in  the  year  ended 
December  31,  1920,  and  also  in  the  years  back  to  1914.  He  said 
the  increases  under  Ex  Parte  74  could  not  be  justified  on  the 
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grounds  of  necessity  so  far  as  the  western  transcontinental  lines 
were  concerned. 

"Tojjuarantee  intuiiiLa  lu  tlic  railroads  iind  not  to  the  pm_ 
ducers."  said  frff,  "<"  '"  aaanma  that  Irfrnqpnrtatlon  la  more  es- 
sential ^hm  production  The  very  existence  of  the  roads  them- 
selves is  dependent  upon  an  interrupted  flow  of  commodities 
from  the  point  of  production  to  centers  of  distribution  and  con- 
sumption. Those  responsible  for  the  administration  of  the  roads 
should  realize  that  the  welfare  of  the  communities  served  by 
such  roads  is  inseparably  linked  with  the  welfare  of  the  carriers 
themselves.  Ther.e  is  an  Interdependence  of  the  one  upon  the 
other  that  can  not  be  disregarded  without  serious  consequence 
to  both  As  transportation  facilities  are  vital  in  their  importance 
to  industries,  so  also  is  the  welfare  of  every  farmer  along  the 
track  of  the  greatest  importance  to  the  railroads.  For  railroads 
to  continue  to  prosper  the  communities  they  serve  must  prosper. 

"I   am  not  unmindful   of  the  difficulties  of  the  railroads,  hu_J, 
I  want   to  urge  some  emphatically  that   while  the  government   is_ 
dealing  generously   with  the  transportation  lines,  as   it   most   per_ 
tainly    has    in    tin-    pasi,    ii    should    at    least    deal    justly     with    the 
shippers. 

"No  principle  of  economics  or  morals  can  be  found,  to  jusli^i. 
<a    cnmmoniv    farmed    thA   gtiaritntv    clause    of  jB-fl.      Any 


and  to  leaaen  the  net"!  nf  economy 
HPiHM  flf  tlm  word  an  deadly  in  itp  effec 
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arbitrary  or  preferential  right  accorded  any  industry  under  such 
a  plan  must  by  the  very  nature  of  things  be  made  at  the  expense 
of  other  industries.  As  stated  before,  the  interstate  commerce 
act  as  originally  enacted  was  to  protect  the  public  from  extor- 
tions of  railroads,  and  made  this  provision  one  of  primary  im- 
portance in  that  all  rates  should  be  reasonable.  Since  the  law 
was  amended  the  commission  has  been  required  to  ignore  and 
disregard  entirely  the  rights  of  the  shipper.  The  principal  ob- 
jection is  not  that  the  guaranteed  rate  of  profit  is  unreasonable 
in  the  extreme  to  single  out  one  industry  and  by  law  protect  it 
from  loss  at  a  time  when  every  other  industry  is  suffering  the 
effects  of  economic  readjustment  and  many  industries  are  fight- 
ing for  their  very  existence." 

Senator  Trammell  of  Florida  asked  what  rate  of  return  the 
carriers  were  earning  prior  to  the  enactment  of  the  "guaranty 
law."  Senator  Kendrick  said  he  did  not  have  that  information 
at  hand,  and  Senator  Trammell  replied  that  it  was  his  under- 
standing that  the  railroads  earned  on  the  aggregate  value  of 
the  railroad  properties  2%  per  cent. 

"That  being  true,"  he  added,  "when  you  raise  it  to  5%  per 
cent  you  are  practically  doubling  your  transportation  charges." 

"I  think  that  is  quite  correct,  and  the  35  per  cent  in  the 
western  section  referred  to  is  just  that  much  greater  burden 
added  to  high  rates  already  in  existence  at  the  time  this  increase 
was  made,"  said  Senator  Kendrick. 

"Is  the  senator  in  position  to  tell  us  what  the  prospect  is 
for  the  repeal  of  this  guaranty  clause?"  asked  Senator  Sheppard, 
of  Texas. 

"I  will  say  to  the  senator,"  replied  Senator  Kendrick,  "that 
"I  have  no  information  on  that  point.  I  think  it  is  easily  within 
the  bounds  of  discretion  to  say  that  there  is  a  strong  sentiment 
in  the  Senate  in  favor  of  such  repeal. 

"It  is  true  that  5  or  6  per  cent  can  not  be  called  a  high  rate 
of  income,  if  based  on  a  fair  valuation.  Occasions  must  arise, 
under  favorable  conditions,  when  in  every  section  of  the  country 
railroads  should  be  allowed  to  earn  much  more  than  that  per- 
centage, while  under  conditions  such  as  now  prevail,  transpor- 
tation systems,  like  the  industries  and  individuals  they  serve, 
might  well  be  content  to  earn  only  the  overhead  expenses  until 
such  time  as  general  conditions  improve. 

"The  opponents  of  the  amendment  may  argue  that  this  guar- 
anty provision  will  expire  by  limitation  in  March,  1922,  but  an 
answer  to  this  is  found  in  the  statement  that  such  provision  of 
law  should  never  have  been  enacted  in  the  first  place,  and  the 
sooner  it  is  repealed  the  more  promptly  will  its  vicious  influences 
be  terminated.  An  injustice  of  the  kind  this  law  inflicts  upon 
the  country  should  not  be  tolerated  for  a  moment  longer  than  it 
would  take  to  repeal  it. 

"The  case,  then,  against  th,e,  guaranty  clause  is  cle^r.  It  is 
fundamentally  un's'ou.ucL.and  uneconomic  beca..use_a_law  which. 

lays  a  tp.y  upon  all  inflfiat.rv  tnr  thp  hpnpfif  nf  nne  ig  inde fen  81; 
ble  Ironi  jpy  pq|n>  nf  vjgw  It  was  argued  when  this  provision 
was  inserted  in  the  transportation  act  that  the  government 
should  assure  the  railroads  a  fixed  minimum  income  in  consid- 
eration of  the  powers  of  regulation  and  control  over  the  roads 
which  were  vested  in  the  commission.  It  was  impossible  then 
and  it  is  impossible  now  to  foresee  what  circumstances  the  fu- 
ture may  develop,  and  it  was  a  fallacy  to  assume  that  by  writ- 
ing a  flat  profit  guaranty  into  the  law  injustice  could  be  pre- 
vented. The  results,  as  proven  by  the  conditions  and  the  statis- 
tics I  have  just  laid  before  you,  prove  that  it  has  had  an  effect 
quite  the  reverse  from  what  was  anticipated.  It  forced  an  un- 
justified and  unwarranted  increase  of  freight  rates  for  the  bene- 
fit of  the  railroads  that  needed  no  increase  at  a  time  when  the 
shipper,  with  the  values  of  his  products  falling  off  and  his  re- 
turns being  reduced,  was  in  need  of  assistance.  The  net  result 
was  only  to  make  more  certain  and  more  rapid  the  economic 
collapse  of  the  country. 

"To  fix  incomes  is  to  destroy  initiative,  to  decrease  efficiency. 


•"*•"     *^  i      i  IT          M  iBI      TTiaTlfii  JtBaHJIili^  ,£^_—^^j^«j(j_»»afc— •• 

the  Hnlrlt  of  enterpr'HP,  It  is  unsound  In  principle  because  of 
Its  effect  upon  both  the  roads  themselves  and  those  who  are 
served  by  the  systems,  and  such  a  plan  entirely  nullifies  the 
principle  for  which  the  Interstate  commerce  act  was  passed. 

"Not  In  a  generation  has  the  West  been  In  a  mqre  critical 
position  than  it  Is  to-day,  and  I  have  no  hesitation  In  saying 
that  the  high  freight  rates  caused  by  this  guaranty  clause  con- 
tribute the  factor  which  mare  than  any  other  one  thing  is  pre- 
venting readjustment.  There  can  be  no  return  to  normalcy 
'while  industry  as  a  whole  \»  laboring  under  this  unjustifiable  tax. 

"Repeal  this  clause,  reduce  freight  rates  to  normal,  and  I 
venture  the  prediction  that  recovery  will  be  hastened.  The  pro- 
ducer's credit  will  be  improved,  he  will  be  enabled  to  ship  his 
product,  he  will  be  enabled  to  buy  other  commodities,  freight 
business  will  increase,  and  the  railroads  as  well  as  the  producer 
and  the  public  at  large  will  feel  the  impulse  of  improved  con- 
ditions." 
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Director-General  Davis,  in  a  report  submitted  to  the  Senate  in 
response  to  the  resolution  adopted  by  the  Senate  at  the  request 
of  Senator  LaFollette,  estimated  that,  as  of  December  1,  there 
was  still  due  the  railroads  as  the  result  of  federal  operation  for 
26  months  a  total  of  $750,670,588.69.  If  deduction  is  made  of  the 
balance  of  additions  and  betterments  undisposed  of  as  of  De- 
cember 1,  the  Director  General  said,  the  government  will  need 
$243,042,080  in  cash  to  settle  with  the  railroads. 

Mr.  Davis  did  not  submit  detailed  information  as  to  each  set- 
tlement made  heretofore  with  railroad  companies,  as  requested 
by  the  resolution,  on  the  ground  that  such  action  would  hinder 
and  delay  the  work  of  the  Administration  in  making  future  set- 
tlements. 

Explaining  his  position  in  that  respect  Mr.  Davis  said: 

The  resolution  passed  by  the  Senate  calls  for  itemized  details  of 
all  Hnal  settlements  made  "with  individual  carriers."  Each  final  set- 
tlement presents  numerous  and  varied  items  of  dispute,  many  of  the 
controversies  being  peculiar  to  the  individual  carrier,  the  depending 
upon  special  circumstances  surrounding  the  operation  of  the  line 
whose  claim  is  under  consideration.  The  plan  or  method  or  conducting 
final  settlements  has  been  the  subject  of  much  careful  consideration 
by  the  present  and  former  Railroad  Administration.  The  final  result 
was  the  adoption  of  a  rule  of  "lump  sum"  settlements,  and  this  plan 
has  been  consistently  continued,  without  exception,  not  only  by  the 
present  but  the  preceding  Administration,  In  every  final  settlement 
that  has  been  made  to  date.  The  result  of  settlements  which  have 
been  concluded  justifies  this  method  of  procedure. 

Free  discussion  to  all  disputed  items  is  had  between  the  repre- 
sentatives of  each  carrier  and  the  Director  General  and  his  staff,  but 
the  final  adjustment  is  in  a  lump  sum,  in  which  the  specific  allowance 
finally  made  upon  each  item  is  not  disclosed  to  the  carrier.  This  avoids 
prolonged  controversy  as  to  the  allowance  made  for  each  particular 
disputed  item,  and  prevents  the  interminable  discussion  that  would 
certainly  arise  if  the  details  of  each  settlement  that  has  been  com- 
pleted were  made  public  and  available  to  all  carriers  interested  in 
future  settlements.  If  the  particulars  of  each  of  the  final  settlements 
that  have  been  made  are  furnished  in  response  to  this  resolution,  the 
time  of  the  Railroad  Administration  devoted  to  future  settlements  will 
be  largely  taken  up  with  a  wrangle  of  comparisons  which  will  not 
add  to  the  economy  or  efficiency  with  which  adjustments  should  be 
made. 

There  are  in  the  appropriate  files  of  the  Railroad  Administration 
the  details  of  how  each  final  adjustment  was  made,  and  a  statement 
of  the  specific  items  which  aggregate  the  lump  sum  finally  paid.  These 
files,  and  all  the  information  which  they  contain,  are  open  at  all  times 
to  the  inspection  of  any  member  of  the  Senate  or  the  House  who  may 
desire  information  on  this  subject  or  as  to  the  details  of  same. 

It  is  submitted  that  presenting  the  information  asked  for  would 
hinder  and  delay  the  progress  of  the  work  of  the  Railroad  Administra- 
tion, and  prevent  expedition  in  the  final  liquidation  of  these  matters, 
and  I  am  instructed  by  the  President  to  respectfully  submit  that  It  is 
against  public  interest  to  furnish  same  other  than  as  presented  in 
this  report. 

In  answer  to  the  query  as  to  "the  amount  of  indebtedness 
incurred  by  the  railroads  for  all  purposes,  including  additions  and 
betterments,  equipment  and  permament  and  temporary  loans," 
Mr.  Davis  said: 

The  total  amount  of  additions  and  betterments  properly  charge- 
able to  capital  account,  expended  by  the  Railroad  Administration  for 
the  carriers  under  Federal  control,  as  same  appears  on  the  books  of 
the  Railroad  Administration,  aggregates  $1. 144, 681. 582.39.  Of  this 
amount  $381.649.957.12  represents  the  purchase  price  of  2,000  loco- 
motives and  100,000  freight  cars,  which  have  heretofore  been  the 
subject  of  adjustment,  largely  through  the  medium  of  equipment  trust 
obligations,  thus  leaving  a  balance,  exclusive  of  th<>  purchase  of  equip- 
ment, of  $763.031,625.27.  Prior  to  final  settlements,  funding,  in  the 
matter  of  additions  and  betterments  for  individual  roads.  (Baltimore 
&  Ohio,  $9.000.000.00;  Boston  &  Maine.  $8.0110.000.00:  Erie,  $8.250.- 
000.00;  New  York.  New  Haven  &  Hartford.  $17,000,000.00),  aggregated 
a  total  of  $42.250.000.00.  leaving  a  balance  to  be  adjusted  In  the  course 
of  final  settlement  of  $720,781.625.27. 

Up  to  December  1st.  1921,  claims  on  final  settlement  presented 
by  carriers  in  the  aggregate  sum  of  $436.145.307.31  had  been  adjusted. 
In  these  settlements  $179.710.117.00  of  additions  and  betterments  were 
charged  to  the  carriers,  and  $33.443,000.00  of  additions  and  betterments 
were  funded  as  a  part  of  and  in  connection  with  such  final  settle- 
ments. These  settlements  have,  therefore,  reduced  the  unadjusted  ad- 
ditions and  betterments  claim  by  $213.153.117.00.  leaving  a  balance  of 
additions  and  betterments  to  be  adjusted  in  settlements  subsequent  to 
December  1st.  1921.  of  $507,628.508.27,  and  this  balance  of  $507 
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must  be  disposed  of  in  future  final  settlements, — either  funded  in  such 
an  amount  as  the  Administration  may  refrain  from  setting  oft  these 
claims  against  amounts  due  the  carriers  from  the  Government,  or  de- 
ducted from  the  amounts  due  from  the  Government  to  the  carriers. 
Such  deductions  will  necessarily  be  made  largely  on  account  of  com- 
pensation, depreciation,  and  maintenance  claims. 

Mr.  Davis  submitted  a  list  of  the  definite  or  permanent  obli- 
gations of  the  railroad  corporations  held  by  the  Railroad  Admin- 
istration, set  up  under  the  appropriate  heads  of  bonds,  notes,  re- 
ceivers' certificates,  and  equipment  trust  obligations  There  are 
some  material  changes  in  this  account  since  it  was  submitted  to 
the  interstate  commerce  committee,  as  of  August  1st,  1921,  owing 
to  the  sale  by  the  Railroad  Administration  during  the  months  of 
September,  October,  and  November  of  $109,336,800,00  of  equip- 
ment trust  certificates,  and  also  owing  to  the  fact  that  some  few 
additional  obligations  of  this  character  were  taken,  he  said.  The 
equipment  obligations  sold  by  the  Administration  were  for  par 
and  accrued  interest,  he  added 

In  response  to  the  question,  "Claims  Filed  by  the  Carriers 
Prior  to  December  1,  1921,  and  the  Estimated  Amount  of  Claims 
Still  Remaining  to  Be  Filed,"  Mr.  Davis  said: 

Up  to  December  1st,  1921,  the  total  claims  filed  by  the  carriers 
against  the  Railroad  Administration  in  final  settlement  aggregated 
$940,587,256.59.  These  claims  represent  an  aggregate  af  208,721  miles 
of  main  line  railroad  under  Federal  control.  The  total  amount  of  main 
line  mileage  under  Federal  control,  (exclusive  of  short  lines),  was 
241,194  miles.  If  the  remaining  32.473  miles  of  road  file  claims  on  the 
same  basis  as  these  claims  heretofore  filed,  it  is  estimated  that  the 
total  amount  of  claims  on  final  settlement  will  be  about  $1,100,000,000. 

To  avoid  a  confusion  which  has  frequently  occurred  in  consider- 
ing the  relative  indebtedness  as  between  the  Railroad  Administration 
and  the  carriers,  it  should  be  understood  that  in  the  accounts  which 
the  Railroad  Administration  has  with  each  carrier  the  amount  due 
the  Administration  from  each  carrier  for  additions  and  betterments 
properly  chargeable  to  capital  account  appears  as  a  charge  against 
such  carrier,  so  that  in  all  statements  of  final  account,  and  in  the 
estimates  above  given,  (except  as  to  the  Pennsylvania  Railroad,  whose 
account,  as  presented,  is  made  out  exclusive  of  additions  and  better- 
ments), the  addition  and  betterment  charges  appear  as  items  in  the 
several  accounts,  and  estimates  made  by  the  Railroad  Administration 
as  to  the  amount  necessary  to  complete  all  final  settlements  are  based 
upon  collecting  from  the  carriers  substantially  the  amount  of  the  In- 
debtedness due  for  additions  and  betterments  properly  chargeable  to 
capital  account. 

Answering  the  request  for  "A  Balance  Between  the  Amounts 
Due  the  Railroads  on  All  Accounts  Arising  Out  of  Federal  Con- 
trol and  the  Resources  Available  to  the  Railroad  Administration 
for  the  Payment  or  Offset  Thereby,"  he  said: 

It  is  manifest  that,  until  final  settlements  are  concluded,  the  items 
called  for  under  this  head  of  the  resolution  cannot  be  stated  with  any 
degree  of  accuracy.  The  present  organization  of  the  Railroad  Admin- 
istration is  continued  for  the  purpose  of  ascertaining  this  information. 
In  the  large  aggregate  of  claims  of  the  carriers,  that  have  not,  as  yet, 
been  disposed  of  in  final  settlement,  are  substantial  disputes  as  to  the 
amounts  due  for  maintenance,  renewal,  repair,  retirement  and  depre- 
ciation. With  the  non-contract  roads  the  amount  of  compensation  is 
unsettled,  and  with  all  roads  that  have  not  been  settled  with,  in  the 
matter  of  additions  and  betterments  made  during  Federal  control, 
there  are  controversies  as  to  whether  or  not  such  additions  and  better- 
ments were  war  expenses,  such  as  facilities  for  camps  and  coaling 
stations,  and  the  general  question  as  to  whether  or  not  such  expend- 
itures were  of  the  character  of  permanent  improvements  properly 
chargeable  to  capital  account  which  should  be  borne  by  the  corpora- 
tions. 

The  statement  of  the  comptroller  shows  the  estimated  balance  due 
to  the  carriers  in  the  matter  of  final  adjustment  to  be  $243,042,080.42, 
and  the  statement  made  by  the  Treasurer,  "Exhibit  1,"  shows  the 
present  available  cash  assets  of  the  Railroad  Administration  to  be 
$152,380.680.42. 

A  list  of  the  definite  obligations  due  the  Railroad  Administration 
is  set  out  in  "Exhibit  3,"  heretofore  referred  to.  The  items  set  out  in 
the  exhibits  hereto  attached  show  all  the  resources  of  the  Railroad 
Administration,  except  the  provision  for  the  payment  of  final  judge- 
ments, decrees,  and  awards  in  actions,  suits,  proceedings,  or  repara- 
tion claims,  the  payment  of  which  is  specially  provided  for  in  para- 
graph (e)  of  Section  206  and  paragraph  (e)  of  Section  210  of  the 
Transportation  Act  of  1920.  the  appropriation  for  these  particular  pur- 
poses being  indefinite,  and  limited  by  the  amount  of  the  final  judg- 
ments, decrees,  awards,  and  reparation  claims. 

In  addition  to  the  foregoing,  there  are  indefinite  and  conparatively 
small  amounts  due  the  Director  General  in  the  field  and  from  other 
governmental  departments.  These  are  in  process  of  collection  either 
direct  or  through  the  various  corporate  organizations  whose  property 
was  under  Federal  control,  and  at  this  time  cannot  be  accurately 
stated. 

In  considering  the  available  assets,  there  is  express  authority 
granted  the  President  to  sell  equipment  trust  obligations  (66th  Con- 
gress, s.  3319).  While  general  authority  to  sell  other  obligations  may 
exist,  no  express  statutory  authority  is  found  granting  this  power. 

As  to  "The  Details  of  Final  Settlements  Heretofore  Made  Be- 
tween the  Railroad  Administration  and  the  Industrial  Carriers," 
and  "The  Basis  of  Settlement  Finally  Arrived  at  by  the  Director 
General  and  His  Staff  in  Conference  with  the  Representatives  of 
Each  Railroad  Company,"  Mr.  Davis  said: 

Up  to  December  1st,  1921,  final  settlement  had  been  made  of  claims 
aggregating  $436,145,307.31.  These  claims  settled  represent  107,063 
miles  of  road,  or  44.38  per  cent  of  the  entire  mileage  (exclusive  of 
?hort  Lines)  under  Federal  control,  and  more  than  one-half  of  the 
mileage  represented  in  the  total  amount  of  claims  filed.  There  was 
paid  in  final  settlement  of  such  claims  $132.221,839.99. 

In  reaching  this  adjustment  there  were  151  final  settlements  made, 

and  included  in  many  of  the  larger  systems  were  subsidiary  companies, 

lere  being  in  the  settlements  concluded   64   subsidiary  companies,    so 

final  settlement  has  been   actually  made  of  the  accounts  of  215 

federally  controlled  carriers. 

It  is  estimated  that  it  will  require  $243.042,080.42  to  complete  the 

settlements   and   wind   up   all   controversies   and   pay   all   claims 

f5S^2S  °*u  h°-   Fed6rjl1   control-   This  estimate   is   based   upon   future 

idjustments  being  made  upon  the  Railroad  Administration's  construct  - 

the  standard  contract,  and  that  future  settlements  will  be  per- 


fected upon  the  same  general  lines  as  those  that  have  been  heretofore 
made,  and  further  it  is  assumed  in  this  estimate  that  'final  judgments, 
decrees,  and  awards  in  actions,  suits,  proceedings,  or  reparation 
claims'  will  be  paid  out  of  the  special  appropriation  made  for  that 
purpose,  as  provided  for  in  paragraph  (e)  of  Section  206  and  paragraph 
(e)  of  Section  210  of  the  Transportation  Act. 

The  basis  of  final  settlement  adopted  by  the  Railroad  Administra- 
tion is  found  in  the  provisions  of  the  standard  contract  between  the 
Director  General  and  the  individual  carriers.  In  the  case  of  those 
carriers  with  which  no  contract  has  been  entered  into,  it  is  the  effort 
of  the  Administration,  so  far  as  possible,  to  adjust  upon  the  same 
general  terms  as  though  a  contract  had  been  entered  into.  In  brief, 
the  compensation  is  fixed  by  the  terms  of  the  contract.  If  no  contract 
has  been  entered  into,  the  standard  return,  as  certified  to  by  the  Inter- 
state Commerce  Commission,  during  the  test  period  is  insisted  upon 
as  expressing  a  fair  measure  of  compensation,  except  in  those  cases 
of  "undeveloped  or  abnormal  conditions"  during  the  test  period  re- 
ferred to  in  Section  1  of  the  Federal  Control  Act. 

Materials  and  supplies  are  as  nearly  as  possible  the  subject  of 
accurate  check.  Maintenance,  repair,  renewal,  retirement,  and  depre- 
ciation are  adjusted  in  accordance  with  the  provisions  of  Section  5, 
known  as  the  "Upkeep  Section"  of  the  standard  contract,  an  effort 
being  made  by  the  Administration  to  match  as  nearly  as  may  be,  and 
subject  to  "a  fair  distribution  as  between  items,"  the  expenditure 
made  by  each  carrier  for  these  items  during  the  test  period,  making 
due  allowance  "for  any  difference  that  may  exist  between  the  cost  of 
labor  and  materials  and  between  the  amount  of  property  taken  over 
and  the  average  for  the  test  period."  The  rules  by  which  the  com- 
parison is  made  between  the  test  period  and  the  period  of  Federal 
control  are  set  out  in  the  standard  contract  above  referred  to. 

In  making  adjustments,  the  Administration  uses  the  words  "cost" 
and  "price,"  as  applied  to  labor  and  materials,  as  synonymous,  and  no 
allowances  are  made  for  alleged  inefficiency  of  labor.  Further,  in  mak- 
ing these  adjustments,  same  is  done  with  proper  application  of  the 
rules  of  the  Interstate  Commerse  Commission  in  effect  during  the  test 
period,  and  upon  which  the  compensation  certified  by  the  Interstate 
Commerce  Commission  is  based. 

The  following  statement  was  submitted  by  Mr.  Davis  to  show 
the  total  amount  necessary  to  complete  final  settlements  between 
the  Railroad  Administration  and  the  railroads,  as  of  December  1: 

Total  amount  expended  by  the  Railroad  Administra- 
tion for  additions  and  betterments  during  26  months  of 

Federal    control $1,144,681,582.39 

Of  this  amount  there  was  expended  for  equipment 
(100,000  freight  cars  and  2,000  locomotives),  which 
expenditures  are  represented  by  ten  year  Equipment 
Trust  Certificates,  and  are  therefore  eliminated 

from    the  •  account 381,649,957.12 

Leaving  Balance  of  account  for  additions  and  better- 
ments, less  Equipment  Trust  Certificates 763,031,625.27 

Under  special  adjustments  made  by  the  Railroad  Ad- 
ministration prior  to  final  settlements,  funding  for 
individual  roads  (Baltimore  &  Ohio  $9,000,000.00; 
Boston  &  Maine  $8,000,000.00;  Erie  $8,250,000.00;  New 
York,  New  Haven  &  Hartford  $17,000,000.00)  aggre- 
gating a  total  of 42,250,000.00 

This   left   a    balance   of   additions   and    betterments    to 

be  adjusted   in   final   settlement  of 720,781,625.27 

Up  to  December  1st,  1921,  final  settlements  were  made 
of  claims  presented  by  the  carriers  in  the  aggregate 
sum  of  $436,145,307.31.  In  these  settlements  $179,710- 
117.00  of  additions  and  betterments  were  charged  to  the 
carriers,  and  $33,443,000.00  of  additions  and  betterments 
were  funded  as  a  part  of  and  in  connection  with  such 
final  settlements.  These  settlements  have,  therefore, 
reduced  the  addition  and  betterment  claims  by  the 

sum   of    213,153,117.00 

Leaving    a    balance    of    additions    and    betterments    to 

be  adjusted  in   future  final    settlements   of 507,628,508.27 

It  is  estimated  by  the  Railroad  Administration  that, 
as  of  December  1st,  1921,  there  is  due  the  carriers  from 
the  Government,  on  accounts  growing  out  of  Federal 
control,  and  this  includes  compensation,  money  taken 
over,  maintenance  of  way  and  structures,  maintenance 
of  equipment,  material  and  supplies,  depreciation  and 
all  other  accounts,  exclusive  of  additions  and 

betterments     $    750,670,588.69 

Deducting  the  balance  of  additions  and  betterments  un- 
disposed of  December  1st,  1921 507,628,508.27 

Leaves  the  balance  of  cash  required  for  final  settle- 
ments, based  upon  the  estimate  of  the  Railroad  Admin- 
istration as  above  set  forth,  and  further  based  upon 
collecting  the  balance  due  on  additions  and  better- 
ments, as  shown  above 243,042,080.42 

Explanation. 

In  all  estimates  of  the  amount  necessary  to  conclude  final  settle- 
ments, same  have  been  based  upon  the  assumption  that  the  additions 
and  betterments  would  be  collected  from  the  carriers  on  final  settle- 
ment, as  the  amount  of  such  additions  and  betterments  was  charged 
in  the  accounts  against  the  carriers  at  the  time  of  the  completion  of 
same. 

In  comparing  these  estimates  with  estimates  heretofore  given,  it 
must  always  be  borne  in  mind  that  because  of  adjustments  that  are 
being  constantly  made,  balances  are  continually  changing.  The  fore- 
going estimate  is  as  of  December  1st,  1921. 


SALES   OF    EQUIPMENT  CERTIFICATES 

Director-General  Davis  has  announced  additional  sales,  at 
par  plus  interest,  of  $2,722,100  of  railroad  equipment  trust 
certificates  now  held  by  the  government,  as  follows:  To  Alfred 
Borden  and  Farmers  Loan  and  Trust  Company  of  New  York, 
Fort  Worth  &  Denver  City,  1922  to  1935.  inclusive,  $474,600: 
to  Robinson  &  Co.,  New  York,  Kanawha  &  Michigan  Railway, 
1922  to  1935,  inclusive.  $966,000;  to  Fifth-Third  National  Bank 
of  Cincinnati,  and  Potter  Brothers  &  Co.,  New  York,  Cincin- 
nati. New  Orleans  &  Texas  Pacific  Railway.  1922  to  1927.  in- 
clusive, $382,800;  to  Cassatt  &  Co.  of  Philadelphia,  Atlantic  Coast 
Line  and  Louisville  &  Nashville,  lessees  of  Georgia  Railroad,  1922 
to  1927,  inclusive,  $473,400;  to  Poe  &  Davies  of  Baltimore. 
Atlantic  Coast  Line,  1929,  $425,300.  The  sales  were  arranged 
by  Eugene  Meyer,  Jr.,  managing  director  of  the  War  Finance 
Corporation.  The  total  amount  of  equipment  trust  certificates 
sold  by  the  government  to  date,  at  par  plus  accrued  interest,  is 
$135,632,700. 
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ATTACKS  HARDING'S  LABOR  POLICY 

Tkt  Traffic   World   ll'ashington  Bureau 

In  an  attack  on  President  Harding's  labor  policy  as  outlined 
in  his  message  to  Congress  last  week,  Representative  George 
llmldleston,  of  Alabama,  member  of  the  House  committee  on  in- 
terstate and  foreign  commerce,  said  In  a  speech  in  the  House 
that  "railroad  employes  are  in  a  state  of  extreme  exasperation." 

"It  was  not  altogether  the  proposed  further  reduction  In 
wages  that  caused  the  recent  threat  of  a  railroad  strike,"  said 
in-.  "It  was  the  feeling  on  the  part  of  the  employes  that  the 
carriers  were  not  being  fair  with  them,  that  they  were  not  get- 
ting a  square  deal,  that  the  laws  for  their  protection  were  being 
evaded,  flouted  and  treated  with  contempt." 

Mr.  Huddleston  cited  the  Atlanta,  Birmingham  &  Atlantic, 
the  Missouri  &  North  Arkansas,  the  Erie  and  the  Pennsylvania 
cases  as  illustrations  of  the  railroads  "flouting"  the  law. 

"There  is  much  that  I  would  like  to  say  about  the  situation 
of  the  railroad  employes,  but  I  have  time  merely  to  deal  with 
it  briefly,"  said  he. 

"Against  their  unanimous  opposition  the  labor  sections  of 
the  transportation  act  were  forced  into  that  act.  It  was  done 
at  the  behest  of  the  railroad  managers.  And  now  we  find  that 
the  managers  are  themselves  flouting  and  evading  the  law  and 
treating  it  with  contempt.  What  is  the  result?  They  get  away 
with  little  criticism.  Due  to  the  subserviency  of  a  parasite 
press,  knowledge  of  their  misconduct  is  withheld  from  the  pub- 
lic. The  country  does  not  know  how  flagrantly  the  railroad 
managers  are  violating  the  labor  sections  of  the  transportation 
act. 

"The  country  is  flooded  with  false  prorailroad  propaganda. 
In  an  effort  to  distract  attention  from  the  fact  that  the  rail- 
roads are  strangling  the  country  through  extortionate  rates,  a 
lot  of  deliberate  lying  is  being  done  about  the  wages  of  rail- 
road employes.  The  excuse  is  made  that  railroad  wages  are  so 
excessively  high  that  rates  can  not  be  reduced. 

"The  present  railroad  rates  were  fixed  after  the  increase  in 
wages  was  granted  in  July,  1920,  and  were  intended  to  cover 
by  threefold  all  increases  in  wages.  By  the  reduction  in  wages 
made  in  July,  1921,  some  $400,000,000  was  lopped  from  the  rail- 
road expenses.  The  railroads  have  made  some  minor  rate  re- 
ductions since  that  time  to  suit  their  own  fancy,  but  there  has 
been  no  general  reduction,  no  reduction  which  anything  near 
equals  the  cut  in  wages.  The  railroads  also  have  had  enough 
influence  to  get  the  Railroad  Labor  Board  to  make  many 
changes  in  working  rules  and  conditions,  which  have  resulted 
in  further  reductions  in  wages,  estimated  at  some  $300,000,000. 
Still  there  is  no  reduction  of  rates  except  in  a  fanciful  way  as 
suited  the  whim  of  the  carriers. 

"The  relative  wages  of  railroad  employes  have  been  grossly 
exaggerated.  They  are  paid  no  such  wages  as  the  public  has 
been  led  to  believe.  In  certain  of  the  most  poorly  paid  classes, 
in  which  men  have  always  worked  for  less  than  a  living  wage, 
increases  have  been  given,  but  so  far  as  the  great  bulk  of  rail- 
road wages  is  concerned  the  employes  are  now  working  for 
lower  wages,  compared  with  what  money  will  buy  in  the  way 
of  necessaries  of  life,  than  they  received  in  1915." 

Mr.  Huddleston  charged  that  the  President  had  in  mind  the 
establishment  of  industrial  courts  along  the  lines  of  those  in 
Kansas,  and  that  the  President's  policy  carried  into  effect  would 
result  in  labor  courts  with  authority  to  fix  wages  and  terms  of 
employment  and  with  power  to  enforce  their  decrees. 

At  the  White  House  it  was  stated  that  on  high  authority 
when  the  question  was  asked  whether  the  President  had  the 
Kansas  scheme  in  mind  when  he  addressed  Congress  on  labor 
questions,  that  he  did  not  have  that  plan  in  mind  nor  any 
specific  plan. 


LABOR  BOARD   RESTRAINED 

Federal  Judge  K.  M.  Landis,  in  Chicago,  December  9,  granted 
the  Pennsylvania  System  a  temporary  injunction,  restraining  the 
Labor  Board  from  finding  the  carrier  in  violation  of  the  board's 
order  specifying  certain  methods  of  holding  elections  of  em- 
ployes' representatives.  The  injunction  was  granted  on  the 
prayer  of  C.  B.  Heiserman,  general  counsel  of  the  Pennsylvania. 

The  road  was  cited  to  appear  before  the  board,  late  in  Oc- 
tober, to'  show  why  it  was  not  in  violation  of  the  board's  order 
because  it  refused  to  hold  new  elections  of  employes'  representa- 
tives. The  board  had  previously  found  that  representatives  of 
the  clerks,  shopmen  and  unskilled  laborers,  with  whom  the  road 
had  succeeded  in  negotiating  rules  to  displace  the  national  agree- 
ments, had  been  selected  in  an  illegal  manner,  because  the  bal- 
lots provided  only  for  the  election  of  individuals  and  not  the 
selection,  if  preferred,  of  a  representative  organization. 

Since  the  hearing  on  the  citation,  which  was  held  six  weeks 
ago,  no  finding  has  been  issued  by  the  board.  From  the  fact  that 
the  Pennsylvania  at  that  hearing  stood  squarely  on  Its  original 
position,  and  thus  left  only  one  course  open  to  the  board — 
namely,  to  find  the  carrier  in  violation  of  the  order — the  infer- 
ence -was  drawn  that  the  proceedings  before  Judge  Landis  would 
be  of  a.  friendly  nature.  This  inference  was  strengthened  by  the 


fact  that  Mr.  Helserman  made  several  visits  to  the  board  after 
the  hearing  and  at  times  remained  In  conference  with   board 
members  for  long  periods.     It  was  generally  expected  that  the 
position  of  the  board  would  be  argued  before  the  federal  Judge 
by  Ben  W.  Hooper,  public  member  of  the  board. 

At  the  request  of  Chairman  Barton  of  the  Labor  Board,  argu- 
ment as  to  whether  the  injunction  should  be  made  permanent, 
which  was  to  take  place  before  Judge  Landis,  in  Chicago,  De- 
cember 10,  was  postponed  until  December  21.  Chairman  Barton 
explained  that  it  would  be  necessary  for  the  board  to  communi- 
cate with  the  Department  of  Justice  at  Washington  to  secure 
legal  advice.  Following  the  granting  of  the  postponement  It  was 
announced  at  the  board  offices  that  Solicitor-General  James  M. 
Beck  would  come  to  Chicago  to  argue  the  board's  side  of  the 
case. 

Attorneys  for  the  railroad,  at  the  hearing,  December  10,  In- 
sisted that  the  only  question  Involved  was  one  of  interpretation, 
but  labor  board  members,  five  of  whom  were  present,  pointed  out 
that  the  move  might  well  turn  into  an  attack  on  the  constitu- 
tionality of  the  labor  provisions  of  the  transportation  act.  The 
following  statement  was  given  out  by  the  chairman  of  the  board: 

I  welcome  any  Judicial  proceeding  that  will  define  and  settle  the 
proper  limitations  of  the  board's  power.  The  board  certainly  has  no 
desire  to  exceed  the  power  conferred  upon  it  by  law.  The  board  also 
has  no  desire  to  exceed  or  shirk  the  full  performance  of  any  duty 
imposed  upon  it  by  law. 

»«>  Thefre,>?rei  l^°  Confl.ictln5  view»  as  to  the  proper  construction  and 
effect  of  the  labor  section  of  the  transportation  act.  One  Is  that  the 
board  has  only  advisory  powers,  and  that  its  decisions  can  only  be 
made  effective  so  far  as  approved  and  enforced  by  public  opnlon.  The 
courts  Sre  lesally  blndinS,  and  can  be  enforced  through  the 

While  this  is  a  debatable  question,  I  hold  to  the  latter  view 
I  am  sure  of  the  correctness  of  the  board's  action  in  the  Pennsyl- 
vania case  but  will  be  glad  to  have  Judge  Landis'  decision  on  the  mat- 
ter and  believe  it  will  greatly  strengthen  the  board's  position. 

NEW  MAINTENANCE  LABOR  RULES 

The  outstanding  feature  of  the  new  rules  for  maintenance 
of  way  employes,  announced  by  the  Labor  Board  December  14 
to  become  effective  two  days  later,  was  the  rewriting  of  the 
overtime  rule  so  as  to  allow  punitive  overtime  payments  onlj 
after  the  tenth  hour  in  any  working  day.  Extra  pay  for  Sunday 
work  was  also  abolished,  except  as  to  employes  called  for  special 
work,  who  are  to  receive  three  hours'  pay  for  the  first  two 
hours  of  work  The  principle  of  the  eight-hour  day,  however, 
according  to  a  statement  given  out  by  the  board,  is  retained 
in  accordance  with  previous  decisions  of  the  board.  Instead  of 
defining  the  day  as  merely  "eight  hours,"  it  is  defined  in  the 
new  rules  as  "eight  hours  of  work,"  which  "shall  constitute  a 
normal  working  day,  except  as  otherwise  specified  in  these 
rules." 

The  rules,  which  affect  approximately  585,000  maintenance 
workers,  are  for  application  on  roads  where  no  agreements  as  to 
the  specific  rules  have  been  reached.  Anything  in  the  nature  . 
of  an  estimate  as  to  what  the  roads  will  save  would,  according 
to  the  board,  be  guesswork.  Some  of  the  rules,  it  was  said, 
will  apply  on  practically  all  of  the  roads,  while  others  will  be 
used  on  only  a  few. 

As  was  the  case  with  the  shop  crafts'  rules,  classification 
of  employes  has  been  broadened  under  the  new  rules.  Tele- 
phone, telegraph  and  signal  maintenance  men  are  included  in 
the  general  group  and  will  therefore  also  come  under  the  new 
ten-hour  rule. 

Working  hours  per  day  may,  by  agreement,  under  the  new 
rules,  be  reduced  instead  of  a  reduction  in  forces  being  re- 
quired, as  at  present.  Traveling  employes  will  draw  straight 
pay  instead  of  straight  pay  and  half-time  pay  for  sleeping  hours; 
and  the  setting  of  time  for  the  beginning  of  working  days  and 
shifts  is  left  to  the  roads  and  their  employes.  No  changes  in 
seniority  and  promotion  rules  were  made. 

It  is  expected  that  the  board  will  next  take  up  the  revision 
of  the  clerks'  national  agreement. 


HOOPER  DEFENDS  PRESENT  BOARD 

Apropos  of  the  report  of  the  special  committee  on  legisla- 
tion of  the  National  Industrial  Traffic  League,  which  will  be 
considered  at  a  special  meeting  some  time  after  the  first  of  the 
year,  and  which  recommends  the  reorganization  of  the  Labor 
Board  so  that  it  will  be  made  up  of  five  public  representatives 
instead  of  three  each  for  railroad  labor,  railroad  management 
and  the  public,  Ben  W.  Hooper,  vice-chairman  and  public  mem- 
ber of  the  board,  speaking  at  a  meeting  of  the  Railroad  Club,  in 
New  York,  December  14,  had  this  to  say: 

There  is  another  feature  of  the  transportation  act  that  aroused 
debate  at  the  time  of  its  enactment,  and  that  is  the  group  make- 
up of  the  board.  Recently  there  has  been  a  revival  of  the  un- 
friendly criticism  of  this  provision,  which  gives  to  the  carriers 
three  representatives,  to  the  employes  three,  and  to  the  public 
three. 

As  a  member  of  the  public  group  I  have  watched  at  close 
range  the  actual  test  of  this  provision,  and  I  am  convinced  of  it 
wisdom.  The  usual  objection  to  it  Is  that  it  Is  an  incongruous  thing 
to  place  upon  a  quasi-Judicial  tribunal  advocates  of  the  litigants.  It 
is  frequently  stated  that  these  two  expert  groups  uniformly  lineup 
with  the  respective  interests  from  which  they  came.  This  is  not 
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true.  While  such  would  be  the  obviously  natural  tendency  of 
these  men  under  ordinary  conditions,  it  must  be  remembered  that 
they  are  under  the  sanction  of  an  official  oath.  A  day  rarely 
passes  in  the  proceedings  of  the  board  when  one  or  more  of  the 
members  of  these  two  expert  groups  does  not  cross  over  the  line 
and  vote  with  the  opposing  interest.  It  cannot  possibly  happen 
that  either  the  carrier  or  the  employe  is  invariably  in  the  right, 
and  these  expert  groups  are  experimentally  aware  of  this  fact. 

Moreover,  the  board,  by  reason  of  the  presence  of  these  gentle- 
men among  its  membership,  constantly  has  at  its  command  a 
wealth  of  information  relative  to  all  phases  of  the  railroad  labor 
question. 


MAINTENANCE   MEN   ASK   WAGE    INCREASE 

Counteracting  the  announcement  by  eastern  railroad  ex- 
ecutives that  reductions  in  the  wages  of  maintenance  workers 
would  be  posted  immediately,  representatives  of  the  United 
Brotherhood  of  Maintenance  of  Way  Employes  and  Shop  Labor- 
ers held  a  meeting,  in  New  York,  December  11,  and  announced 
that  a  request  for  an  increase  of  8%  cents  an  hour  would  be 
made  December  19.  Resolutions  condemning  the  alleged  prac- 
tice of  a  number  of  eastern  roads  in  letting  maintenance  work 
out  on  contract,  on  which  hearings  are  to  be  held  before  the 
Labor  Board,  December  19,  were  also  passed  by  the  mainte- 
nance men. 


EASTERN   LINES  TO  CUT  WAGES 

Wage  cuts  ranging  from  10  to  30  per  cent  were  determined 
on  by  executives  of  the  eastern  lines,  in  conference  at  New 
York,  December  9.  These  are  to  apply  to  maintenance  of  way, 
train  service,  and  shop  employes,  and  are  to  be  posted  immedi- 
ately. Several  eastern  lines  have  already  posted  such  proposed 
reductions,  but  no  concerted  action  was  taken  before  the  con- 
ference mentioned  met.  Under  the  law  the  reductions  must  be 
posted  thirty  days  before  their  effective  dates,  and  unless  they 
are  agreed  to  by  the  employes,  must  be  passed  on  by  the  Labor 
Board  before  becoming  effective. 


PAYMENTS  TO   CARRIERS 

The  Railroad  Administration  reports  the  following  final  set- 
tlements, and  has  paid  out  to  the  several  roads  the  following 
amounts:  Nashville,  Chattanooga  &  St.  Louis  Railway,  $700,- 
000;  Woodstock  &  Blocton  Railway  Company,  $19,000;  High 
Point,  Randleman,  Asheboro  &  Southern  Railroad  Company 
$25,000. 

The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  railroad  companies  and  the 
Administration  during  the  twenty-six  months  of  federal  control. 


MISSOURI    INTRASTATE    RATES 

The  Missouri  commission  has  issued  a  supplemental  order 
changing  the  effective  date  for  the  filing  of  tariffs  reducing  the 
intrastate  rates  on  hay,  grain  and  grain  products,  to  conform 
with  the  reductions  ordered  by  the  Interstate  Commerce  Com- 
mission on  interstate  rates,  from  December  10  to  December  27. 

Authority  has  also  been  granted  by  the  Missouri  commission 
for  the  carriers  to  continue  in  effect  the  increases  authorized 
August  26,  1920,  for  expiration  December  31,  1921,  until  Anril  1 
1922. 


N.  Y.  N.  H.  &  H.  INVESTIGATION 

The  Traffic   World   Washington  Bureau 

Attorney-General  Daugherty  has  begun  a  personal  investig- 
gation  of  the  New  York,  New  Haven  &  Hartford  trolley  line, 
steamship,  and  affiliated  steam  railroad  line  situation,  with  a 
view  to  coming  to  a  conclusion  as  to  what  he  should  do  about 
that  part  of  the  anti-trust  consent  decree  which  requires  the 
New  Haven  to  let  go  of  the  trolleys,  steamships,  and  some  of 
the  steam  railroad  lines  that  are  supposed  to  be  parallel  and 
competing  and  therefore  may  not  be  held  by  the  New  Haven. 
The  decree  was  entered  in  1914,  when  the  New  Haven  con- 
cluded that  it  would  be  more  in  its  interest  to  consent  to  the 
plans  of  the  government  than  to  fight  them,  especially  in  view 
of  the  fact  that  its  treasury  was  becoming  very  lean. 

Daugherty  planned  a  trip  over  the  property  in  question, 
accompanied  by  Abram  F.  Myers,  special  assistant  to  the  Attor- 
ney-General, in  charge  of  transportation  matters;  Warren  F. 
Martin,  special  assistant;  and  R.  E.  McCarty,  of  Pittsburgh, 
general  manager  of  the  Pennsylvania  lines  west  of  Pittsburgh. 


A.   T.   &   N.    BONDS 

The  Commission  has  authorized  the  Alabama,  Tennessee  & 
Northern  to  issue  $100,000  of  prior  lien  mortgage  30-year  6  per 
cent  gold  bonds;  to  issue  $372,000  of  6  per  cent  equipment  trust 
notes  in  connection  with  the  lease  of  certain  equipment  and 
to  pledge  the  aforesaid  bonds  and  equipment  notes,  together  with 
100,000  of  similar  bonds,  as  security  for  a  loan  of  $399,000 
heretofore  authorized  by  the  Commission  to  aid  the  company  in 
procuring  equipment. 


PIPE  LINE  DECISIONS 

The   Traffic   World    Washington  Bureau 

The  United  States  Supreme  Court,  December  12,  reversed 
the  Supreme  Court  of  Appeals  of  West  Virginia  in  No.  255,  The 
Eureka  Pipe  Line  Co.  vs.  Walter  S.  Hallanan,  state  tax  com- 
missioner, et  al.,  the  effect  of  the  decision  being  that  the  pipe 
line  company  is  not  subject  to  a  statute  of  West  Virginia  that 
forbids  engaging  in  the  business  of  transporting  petroleum  in 
pipe  lines  without  the  payment  of  a  tax  of  2  cents  for  each 
barrel  of  oil  transported. 

It  was  contended  by  the  pipe  line  company  that  the  law 
was  contrary  to  the  Constitution  of  the  United  States  in  several 
ways,  one  being  that  as  applied  to  the  plaintiff  it  imposed  a 
tax  upon  commerce  among  the  states.  The  plaintiff  owns  a 
system  of  pipe  lines  in  West  Virginia  connecting  with  other  pipe 
lines  in  Ohio  and  Kentucky  on  the  west  and  in  Pennsylvania  on 
the  east  of  the  state.  The  court  said  through  the  plaintiff's 
pipes  oil  flowed  in  a  continuous  stream  to  the  state  line  and 
beyond.  In  the  year  ended  June  30,  1919.  twenty-two  million 
barrels  of  oil  moved  through  the  pipes.  Some  of  the  oil  was 
produced  in  West  Virginia  and  some  in  Pennsylvania. 

The  Circuit  Court  of  West  Virginia  held  the  statute  void, 
but  the  Supreme  Court  of  Appeals  sustained  it  so  far  as  the  oil 
produced  in  West  Virginia  was  concerned.  Discussing  the  facts 
affecting  the  merits  of  the  case,  Mr.  Justice  Holmes  said  in  part: 
"When  oil  is  received  from  the  producer  he  receives  a 
credit  on  the  books  of  the  plaintiff  pipe  line,  and  thereafter  is 
charged  for  storage,  as  it  is  called,  the  plaintiff  being  required 
by  the  laws  of  West  Virginia  to  keep  enough  oil  in  its  tanks 
and  pipes  to  satisfy  such  credits.  If  the  producer  desires  to 
deliver  oil  outside  the  state,  it  hands  to  the  pipe  line  company 
what  is  called  a  tender  of  shipment  for  so  many  barrels  of  the 
specified  kind  of  oil,  naming  the  consignee,  and  expressed  to  be 
subject  to  an  identical  tariff  filed  with  the  Interstate  Commerce 
Commission.  This  is  said  to  be  a  joint  tariff  in  which  the  con- 
necting carriers  share,  but  they  do  not  share  in  the  twenty  or 
thirty  cents  charged  for  gathering  the  oil.  The  argument  for 
the  defendant  in  error  of  course  is  that  the  producer  is  free  to 
sell  within  or  without  the  state  and  that  the  movement  of  gath- 
ering having  taken  place  before  any  order  is  given  and  while  the 
producer  still  can  do  as  he  likes,  it  must  be  regarded  as  intra- 
state." 

The  court  said  that,  as  it  had  said  many  times,  "interstate 
commerce  is  a  practical  conception,  and,  as  remarked  by  the 
court  of  first  instance,  a  tax,  to  be  valid,  'must  not  in  its  prac- 
tical effect  and  operation  burden  interstate  commerce.'  It  ap- 
pears to  us  as  a  practical  matter  that  the  transmission  of  this 
stream  of  oil  was  interstate  commerce  from  the  beginning  of 
the  flow,  and  that  it  was  none  the  less  so  that  if  different  orders 
had  been  received  by  the  pipe  line  it  would  have  changed  the 
destination  upon  which  the  oil  was  started  and  at  which  it  in 
fact  arrived." 

The  court  also  reversed  the  Supreme  Court  of  Appeals  of 
West  Virginia  in  No.  276,  United  Fuel  Gas  Co.  vs.  Walter  S. 
Hallanan,  state  tax  commissioner  of  West  Virginia,  et  al.,  the 
same  question  being  involved  with  respect  to  a  similar  tax  on 
natural  gas  transported  by  pipe  line. 


ALLOWANCES    FOR    SHIPPERS 

The  Traffic   World   Washington  Bureau 

The  question  of  allowances  for  shippers  who  perform  trans- 
portation services  for  carriers  is  on  its  way  to  the  Supreme 
Court  of  the  United  States.  It  is  being  carried  to  that  tribunal 
by  the  Commission  because  the  court  of  appeals  for  the  District 
of  Columbia,  December  5,  held  that  the  Commission  erred,  when, 
in  the  case  of  Waste  Merchants  Association  of  New  York  vs. 
Director-General  et  al.  (57  I.  C.  C.  686),  it  held  that,  while  the 
waste  paper  shippers  had  loaded  their  freight  into  cars  in  New 
York,  they  were  not  entitled  to  an  allowance.  The  opinion  was 
written  by  Justice  Robb.  Chief  Justice  Smyth  dissented,  with- 
out saying  way. 

Technically,  the  court  of  appeals  reversed  the  Supreme 
Court  of  the  District  of  Columbia,  which  had  refused  a  man- 
damus to  the  Commission  directing  it  to  prescribe  the  maximum 
allowance  to  be  made  to  the  complaining  shippers.  It  directed 
the  issuance  of  the  writ  for  which  the  waste  merchants'  asso- 
ciation had  prayed.  In  doing  that  the  court  of  appeals  placed 
a  construction  on  paragraph  13  of  section  15,  which,  if  approved 
by  the  Supreme  Court  of  the  United  States,  will  compel  the 
Commission,  in  cases  in  which  services  have  been  rendered,  to 
say  what  would  "be  the  reasonable  maximum  allowance  to  be 
made. 

Ernie  Adamson,  who  handled  the  case  for  the  waste  mer- 
chants, both  before  the  Commission  and  the  courts,  claimed 
that  the  Commision,  in  such  a  case  as  was  presented,  could 
not  refuse  to  grant  reasonable  compensation  and  that  that  was 
true,  regardless  of  whether  the  services  were  rendered  during 
private  control  or  federal  control. 

On  account  of  conditions  in  and  around  New  York  harbor, 
carriers  hold  themselves  out  to  load  and  unload  carload  traffic. 
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liurin.i;  ill''  wai  ilicy  could  not  obtain  labor  to  load  the  freight 
of  ihc>  waste  merchants.  An  arrangement  was  made  whereby 
i  lie  shi|i|M-i..  were  permuted  to  drive  on  the  loading  piers,  and, 
wiih  their  own  labor,  load  the  ears.  The  liirertnr  Cencral  n 
fused  hi  make  any  allowance  lei  them  lor  the  services  so  ren- 
dered. The  Commission  said  the  arrangement  was  for  the 
hem  tit  of  the  shippers  and  dismissed  the  case. 

In  its  opinion  the  court  of  appeals  said:  "The  Commis- 
sion's conclusion  of  law  (that  no  allowance  was  due  the  ship- 
pers) is  inconsistent  with  hs  finding  of  fact,  and  this  incon- 
sistency results  from  a  misconception  of  the  statute,  as  inter- 
preted by  the  Supreme  Court."  The  court  of  appeal  cited  the 
liitTenbiuigh  and  other  grain  elevator  allowance  cases,  In  which 
the  carriers  definitely  held  themselves  out  to  make  an  allow- 
ance en  grain  put  through  the  elevators  of  shippers,  which 
would  result  in  the  quick  return,  to  them,  of  their  cars.  In  the 
case  of  the  waste  merchants  there  was  no  such  definite  agree- 
ment, so  that,  apparently,  the  court  of  appeals  is  of  the  opinion 
that  when  a  shipper  performs  a  transportation  service,  the 
Commission  must  sit.  practically  as  a  court,  to  decide  what 
the  shipper  deserves  for  what  he  has  done. 

The  style  of  the  cause  is  No.  3498,  United  States  of  Amer- 
ica ex  rel.,  Members  of  the  Waste  Merchants  Association  of 
New  York,  appellants,  vs.  Interstate  Commerce  Commission, 
appellee.  The  opinion  of  Justice  Robb  is  as  follows: 

This  appeal  is  from  a  judgment  In  the  Supreme  Court  of  the  Dis- 
trict dismissing  appellant's  petition  for  a  writ  of  mandamus  directing 
the  appellee  Interstate  Commerce  Commission,  to  flx  the  amount  of 
damages  or  compensation  to  which  appellant  alleges  it  is  entitled  for 
services  performed  for  the  carriers  in  connection  with  the  loading  ot 
certain  freight  shipped  hy  it.  The  case  was  disposed  of  on  petition, 
answer  and  demurrer  to  the  answer. 

Ordinarily,  shippers  are  required  to  load  carload  freight,  but  car- 
riers serving  New  York  harbor  points,  owing  to  conditions  peculiar  to 
that  locality,  have  undertaken  this  work  and  a  charge  therefor  is 
included  in  their  published  tariff  rates.  In  the  early  part  of  1917 
shippers  of  paper  stock  from  New  York  were  informed  by  the  car- 
riers that  labor  was  so  scarce  and  difficult  to  obtain  that  the  service 
of  loading  cars  must  be  performed  by  the  shippers,  and  thereafter  this 
service  was  performed  by  -appellant  as  to  freight  shipped  by  it  from 
that  point,  to  the  extent  of  many  thousand  carloads.  A  controversy 
having  arisen  as  to  compensation  for  the  performance  of  this  service 
by  the  shippers,  complaint  was  flled  by  them  with  the  appellee  Com- 
mission. An  examiner  was  appointed  and  the  undisputed  evidence 
adduced  was  to  the  effect  above  indicated.  The  examiner  recom- 
mended that  the  shippers  receive  as  reparation  an  amount  to  be  de- 
termined on  the  basis  of  12c  per  ton  and  a  minimum  of  $2  per  car.  A 
hearing  before  the  Commission  resulted  in  a  report  on  June  1,  1920. 
the  Commission  holding  that  the  variance  from  the  practice  of  the  car- 
riers was  of  as  much  benefit  to  shippers  as  of  the  carriers;  that  the 
rates  collected  were  not  unreasonable,  unjustly  discriminatory  or 
unduly  prejudicial  for  the  transportation  service  rendered,  although, 
in  reviewing  the  evidence  the  Commission  found:  "There  is  no  evi- 
dence to  indicate  that  the  rates  or  the  charges  paid  on  complainant's 
shipments  were  excessive  for  the  total  transportation  service  actually- 
rendered  to  them  by  the  carriers,  excluding  loading."  (Blackface  ours.) 
In  its  report  ;he  Commission  said:  "It  is  undisputed  that  the  de- 
fendants did  not  load  a  large  part  of  complainant's  members'  paper 
stock  into  cars  during  this  period,  contrary  to  their  tariff  undertaking 
and  that  the  employes  of  these  shippers  actually  performed  the  loading 
service  "  The  Commission  then  pointed  out  that,  owing  to  unusual 
conditions  it  was  to  the  advantage  of  the  shippers  to  be  permitted  to 
do  the  loading,  as  otherwise  there  would  have  been  great  delay  and 
a  corresponding  limitation  in  the  amount  shipped.  The  Commission 
then  said:  "Either  the  carriers  or  the  shippers  suggested  that  the 
movement  of  paper  stock  would  be  facilitated  if  the  shippers  were 
willing  to  load  their  paper  stock  into  empty  cars  for  outbound  move- 
ment. The  evidence  is  somewhat  conflicting  as  to  the  origin  of  this 
suggestion.  However,  from  the  evidence  as  a  whole,  there  is  little 
doubt  but  that  an  agreement,  tacit  or  expressed,  was  arrived  at  be- 
tween the  carriers  and  shippers  of  paper  stock  by  which  the  latter 
undertook  to  do  their  own  loading  of  the  cars  if  they  were  permitted 
to  drive  their  trucks  on  to  the  piers  of  the  former  with  but  short 
periods  of  waiting."  This  arrangement  the  Commission  found  to  have 
been  "for  the  mutual  benefit  of  both  parties  under  the  extraordinary- 
conditions  of  war  times,"  hut  also  said:  "It  is  obvious,  as  pointed  out 
above  that  the  carriers  did  not  fulfill  their  complete  obligation  under 
the  tariffs,  during  the  prevalence  of  war  conditions,  and  as  a  conse- 
quence the  shippers  were  compelled  to  Incur  the  expense  of  loading  by 
means  of  their  own  employes."  Further  allusion  to  the  departure  of 
the  carriers  from  their  published  tariffs  was  made  in  these  words: 
"For  any  failure  to  observe  their  published  tariffs  the  carriers  may 
In-  answerable  in  another  process." 

In  Section  15  of  the  Act  of  .Tune  2!).  1906  (34  Stat.  584).  amending 
"An  Act  to  Regulate  Commerce."  it  Is  provided:  "If  the  owner  of 
property  transported  under  this  act  directly  or  indirectly  renders  any 
terrice  connected  with  such  transportation,  or  furnishes  any  instru- 
mentality used  therein,  the  charge  and  allowance  therefor  shall  he  no 
more  than  is  just  and  reasonable,  and  the  Commission  may.  after 
h.  iring  on  the  complaint,  determine  what  is  the  reasonable  charge  as 
the  maximum  to  lie  paid  by  the  carrier  or  carriers  for  the  service  so 
rendered,  or  for  the  use  of  the  instrumentality  so  furnished,  and  flx 
the  same  by  appropriate  order,  which  order  shall  have  the  same  force 
and  effect  and  he  enforced  in  like  manner  as  the  orders  above  pro- 
vided for  in  this  section."  In  Interstate  Commerce  Commission  vs. 
DilTenbaugh  222  I'.  S.  42,  it  was  held  that  contracts  made  by  various 
railroads  for  elevation  expenses  of  grain  at  points  of  transshipment  at 
rates  not  exceeding  those  fixed  by  the  Commission  as  reasonable,  did 
not  amount  to  illegal  discriminations  or  rebates  when  paid  to  owners 
of  elevators  on  their  own  grain,  although  such  owners  per- 
formed services  other  than  those  rmid  for  at  the  same  time  to  their 
own  advantage.  It  was  further  h<Md  that  the  act  of  1906  contemplates 
payment  of  reasonable  compensation  by  carriers  for  services  rendered 
or  facilities  furnished  hy  owners  of  property  transported,  the  only 
power  of  the  Commission  being  to  determine  the  maximum  of  such 
compensation.  After  quoting  that  part  of  Section  in  above  set  forth. 
the  court  said:  "Thus  Congress  clearly  recognized  that  services  such 
as  those  rendered  by  Peavey  &  Co.  were  services  in  transportation 
and  were  to  be  paid  for.  notwithstanding  the  possibility  that  some 
.•id^intauc  niu-ht  he  gained  as  a  result."  Later  in  the  opinion  the 
court  said:  "The  law  does  not  attempt  to  equalize  fortune,  oppor- 
tunities or  abilities.  On  the  contrary  the  Act  of  Congress  in  terms 


contemplated  thin  If  the  eairlei  reeeiv,-n  nervier*  from  an  owner  of 
property  transported,  or  IIMCH  Inntrumentalll leu  furnished  by  the  latter, 
lie  •hall  pay  tor  them.  ThU  I*  taken  for  granted  In  Section  15:  the 
only  restriction  being  thut  he  shall  pay  no  more  than  Is  reasonable, 
and  the  only  permissive  element  being  that  the  <  ommlnson  may 
determine  the  maximum  In  cnse  there  Is  complaint  (or  now,  upon  Its 
own  motion.  Act  of  June  IK.  lino.  c.  :io:i.  meet.  12,  38  Hut.  539,  fir.l  i  ' 
In  I'nlon  Pacific  It.  It.  vs.  fpdlke  Grain  Co..  222  I'.  S.  215.  where  a 
railroad  company  had  refused  to  pay  the  owner  of  an  elevator  located  on 
other  railroads  compensation  for  elevating  grain  similar  to  that  paid  to 
owners  of  elevators  located  on  its  own  railroad,  because  of  failure 
to  return  cars  within  an  unreasonable  time  flxed  by  that  railroad, 
the  court  said:  "When  the  service  was  rendered,  the  carrier  received 
value  for  which  it  was  bound  to  pay,  whether  perfomcd  by  the  owner 
of  the  grain  or  some  other  person  hired  for  the  same  purpose.  Having 
earned  the  compensation  the  elevator  company  could  not  be  deprived 
of  Its  right  because  foreign  cars  were  not  returned  to  the  I'nlon  Pacific 
under  the  rules  of  the  railway  association,  of  which  the  I'nlon  Pacific 
WHS  a  member,  and  over  which  the  elevator  company  had  no  control." 

It  thus  appears  that  the  Supreme  Court,  prior  to  the  ruing  of  the 
Commission  in  thin  case,  had  Interpreted  Section  15  as  clearly  con- 
templating that  for  any  legitimate  service  performed  for  the  carrier  tiy 
a  shipper  the  Commission,  either  upon  Its  own  motion  or  after  com- 
plaint, should  make  a  reasonable  allowance.  In  the  present  case  the 
Commission  has  found  that  service  was  performed,  but  It  has 
declined  to  make  any  allowance  whatever,  because  satisfied  that  the 
arrangement  was  to  the  mutual  advantage  of  the  parties.  TTie  Com- 
mission In  Its  report  said:  "Nothing  in  the  act  requires  that  a  shipper 
must  be  reimbursed  for  transportation  service  that  he  may  elect  to 
perform  primarily  for  his  own  convenience."  and  that  Section  15  of 
the  act  "Is  intended  merely  to  provide  against  excessive  allowances." 
This  conclusion,  in  our  view.  Is  inconsistent  with  the  Interpretation 
placed  upon  the  statute  by  the  Supreme  Court.  It  must  b«  presumed 
that  every  arrangement  contemplated  by  the  statute  would  be  to  the 
mutual  advantage  of  the  parties,  else  it  would  not  be  entered  Into  in 
the  first  place.  There  is  nothing  in  the  statute  upon  which  to  base  a 
conclusion  that  Congress  intended  to  withhold  compensation  from 
shippers  performing  proper  services  for  a  carrier,  where,  as  here,  the 
arrangement  was  for  their  mutual  advantage,  the  theory  of  the 
statute  evidently  being  that  the  carrier,  receiving  from  the  shipper 
services  which,  under  the  carrier's  tariff  schedules,  it  was  obligated 
to  perform,  should  in  fairness  be  compelled  to  make  reasonable  allow- 
ance therefor,  and  this,  as  we  read  its  decisions.  Is  what  the  Supreme 
Court  has  held. 

In  view  of  the  surrounding  circumstances  as  disclosed  by  the 
record,  and  the  absence  of  a  finding  to  the  contrary  by  the  Com- 
mission, it  is  fair  to  assume  that  when  these  services  were  performed 
hy  the  shippers,  they  expected  to  be  reasonably  compensated  therefor. 
Certainly  it  is  nowhere  suggested  that  their  arrangement  with  the 
carriers  did  not  contemplate  compensation.  The  Supreme  Court  hav- 
ing held  that  reasonable  compensation  to  a  shipper  for  legitimate 
services  rendered  the  carrier  does  not  constitute  a  rebate  or  dis- 
crimination, it  logically  follows  that  the  Commission  may  not  allow 
compensation  in  one  case  and  withhold  it  in  another,  where  similar 
services  have  been  performed,  for  such  a  course  would  constitute 
discrimination  in  favor  of  one  shipper  and  against  the  other.  In  our 
view,  the  test  as  to  the  right  to  compensation  is  the  bona  fides  of  the 
transaction — whether,  in  the  light  of  surrounding  circumstances,  there 
was  a  reasonable  and  proper  basis  for  the  performance  of  the  services. 

That  there  was  such  a  basis  in  the  present  case  is  not  disputed. 
The  carrier  could  not  fulfill  its  tariff  vindertaking  and  entered  Into 
an  arrangement  with  the  shipper  whereby  the  shipper  in  good  faith 
performed  services  which,  under  the  law,  the  carrier  should  have  per- 
formed. I'nder  these  facts,  the  shipper  was  "entitled  to  demand  a 
compensation  reasonably  commensurate  with  the  facilities  furnished 
and  the  services  performed."  United  States  vs.  Baltimore  &  Ohio  R. 
R.  Co.,  231  U.  S.  274,  293. 

The  question  then  presents  itself  as  to  whether  mandamus  is  the 
proper  remedy.  The  solution  of  this  question  likewise  is  to  be  found 
in  a  decision  of  the  Supreme  Court.  In  Kansas  City  Southern  Ry.  vs. 
Interstate  Commerce  Commission.  252  V.  S.  178,  the  Commission  had 
tailed  to  give  force  and  effect  to  a  statute  requiring  it  to  report, 
inter  alia,  the  present  cost  of  condemnation  and  damages  or  of  pur- 
chase of  the  lands,  rights  of  way  and  terminals  of  carriers  in  excess 
of  their  original  cost  or  present  value,  apart  from  improvements. 
After  stating  the  case  the  learned  chief  Justice,  who  wrote  the  opinion, 
said:  "It  is  obvious  from  the  statements  we  have  made,  as  well  as 
from  the  character  of  the  remedy  Invoked,  mandamus,  that  we  are 
reaiured  to  decide,  not  a  controversy  growing  out  of  duty  performed 
under  the  statute,  but  one  solely  involving  an  alleged  refusal  to  dis- 
charge duties  which  the  statute  exacts.  •  *  •  \Ve  are  of  the 
opinion,  however,  that,  considering  the  face  of  the  statute  and  the 
reasoning  of  the  Commission,  it  results  that  the  conclusion  of  the 
Commission  was  erroneous,  an  error  which  was  exclusively  caused  hy 
a  mistaken  conception  by  the  Commission  of  its  relation  to  the  sub- 
ject, resulting  In  an  unconscious  disregard  on  its  part  of  the  power 
of  Congress  and  an  unwitting  assumption  by  the  Commission  of  au- 
thority which  it  did  not  possess." 

In  the  present  case  the  Commission's  conclusion  of  law  is  Incon- 
sistent with  its  findings  of  fact,  and  this  inconsistency  results  from  a 
misconception  of  the  statute,  as  interpreted  by  the  Supreme  Court 
The  complaint  is  not  that  the  Commission  has  erred  in  the  exercise 
of  its  discretion,  but  rather  that  its  failure  to  give  effect  to  the  plain 
mandate  of  the  statute  amounts  to  a  refusal  to  exercise  any  discre- 
tion under  the  statute.  This  circumstance,  as  indicated  by  the 
Supreme  Court  In  the  case  just  reviewed,  justified  the  remedy  sought, 
no  other  adequate  remedy  being  available. 

The  judgment  is  reversed,  with  costs,  and  the  cause  remanded 
with  directions  to  issue  the  writ. 


TRANSPORTATION    OF    DANGEROUS    ARTICLES 
The  Commission  has  amended  paragraph  1895  of  the  regula- 
tions for  the  transportation  of  dangerous  articles  of  freight,  ef- 
fective December  15,  to  read  as  follows: 

1895.  (a)  Empty  cylinders,  barrels,  kegs,  or  drums,  previously 
used  for  the  shipment  of  an  inflammable,  poisonous,  or  corrosive  gas 
or  liquid,  must  have  their  filling  and  vent  holes  properly  closed.  They 
should  be  loaded  in  open  or  stock  cars  when  practicable.  Labels  are 
not  required  on  such  packages  and  car*  should  not  be  placarded,  but 
lighted  lanterns  or  other  open-flame  lights  should  be  kept  away. 

(b)  Carboys  previously  used  for  the  shipment  of  corrosive  liquids, 
when  presented  to  carriers  for  transportation  in  carload  and  lees-than- 
carload  shipments  as  "Empty  Carboys."  must  be  thoroughly  drained. 
Whenever   practicable   they   should   not   be   loaded   in   cars   containing 
valuable  or  perishable  freight. 

(c)  Empty  bottles  previously  used  for  th«  shipment  of  nitric  acid 
or  nitric-acid  mixtures  should  be  securely  stoppered. 
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BILLS  OF  LADING   ANALYZED 

C.  B.  Heinemann,  chairman  of  the  National  Industrial  Traffic 
"League's  bill  of  lading  committee  and  vice-president  of  the 
Institute  of  American  Meat  Packers,  has  prepared  an  analysis 
of  the  bills  of  lading  and  live  stock  contract  prescribed  by  the 
Commission  in  docket  No.  4844,  to  bocome  effective  on  or  before 
February  15,  1922.  Mr.  Heinemann  has  compared  the  Commis- 
sion's bills  with  the  forms  recommended  by  the  League  to  the 
Commission.  His  analysis  of  the  export  bill  follows: 

Top  of  Form.  The  Commission's  form  indicates  that  the  goods  are 
"received,  subject  to  the  classifications  and  tariffs  in  effect  on  the 
date  of  the  issue  of  this  bill  of  lading,  at" ;  while  shippers  and  carriers 
merely  suggested  the  words  "received  at." 

In  the  line  for  consignee's  name  the  Commission  deleted  the  words 
"order  of,"  which  carriers  and  shippers  suggested.  They  also  provide 
space  for  the  name  of  the  "party  to  whom  arrival  notice  is  to  be  ad- 
dressed," similar  to  the  railroad  form. 

They  fail  to  allow  space  for  inserting  the  through  routing  as  sug- 
gested by  the  League. 

Space  for  Description  of  Goods.  The  form  adopted  by  the  Com- 
mission is  the  same  as  suggested  by  the  League. 

Rate  and  Steamer  Routing  Space.  The  suggestion  of  the  League 
and  carriers  that  the  steamship  be  given  the  "liberty  to  call  at  any 
port  or  ports  in  or  out  of  the  customary  route"  is  taken  care  of 
under  "Contract  Terms."  The  carrier's  suggestion  of  adding  the 
words  "as  provided  for  in  regular  form  of  steamship  bills  of  lading 
in  use  by  the  steamship  company  at  time  of  ocean  shipment,  whether 
issued  or  not"  was  not  complied  with,  but  in  Section  14  of  Part  II 
the  shipment  is  subject  to  the  conditions  of  steamship  ladings  "not 
inconsistent  herewith"  when  on  file  as  prescribed. 

New  Clauses.  A  clause  exempting  the  carrier  from  condition  of 
covering  of  cotton  and  cotton  linters  and  from  damage  resulting  there- 
from is  added.  It  is  also  provided  that  this  form  shall  not  be  used  on 
traffic  to  an  adjacent  foreign  country. 

Omitted  Railroad  Clause.  In  the  railroad  form  a  special  clause 
quoting  the  federal  law  about  shipping  explosives  "was  printed,  but  this 
was  omitted  by  the  Commission.  Section  7,  Part  I,  gives  the  carrier 
full  protection  on  this  feature. 

In  Part  II,  Section  15,  the  carriers  sought  to  prevent  the  consolida- 
tion of  small  packages,  but  the  Commission  ignored  this  provision. 

Omitted  Shippers'  League  Clause.  Section  10  of  the  League's 
form  made  the  transshipment  a  transfer  by  water  from  port  "A"  to 
receiving  port  of  exporting  vessel  part  of  the  export  movement,  but 
this  clause  was  disregarded  by  the  Commission. 

Clause  on  Alteration.  The  League's  form  was  silent  on  altera- 
tions, but  the  railroad  form  covered  it.  The  Commission's  form  also 
covers  this  and  the  shippers  agreed  in  the  hearings  to  a  clause  of 
this  kind. 

PART  I — WITH   RESPECT   TO   THE   SERVICE   UNTIL  DELIVERY 
AT  THE  PORT  "A." 

Part  I,  Section  1.  Commission's  form  specifically  makes  the  car- 
ir'ier  "liable  as  at  common  law,"  except  as  provided  to  the  contrary. 
'The  exceptions  covering  causes  beyond  their  control  are  similar  to  the 
League  form. 

A  clause  establishing  warehouseman's  liability  after  the  expira- 
tion of  free  time  at  seaboard,  etc.,  has  been  inserted  regardless  of 
shippers'  protests. 

Where  property  is  stopped  in  transit  the  carrier  is  liable  for 
negligence  only  and  the  burden  to  prove  freedom  from  negligence  is 
upon  the  carrier  as  requested  by  the  shippers.  The  carrier  is  also 
exempted  from  country  damage  to  cotton  although  the  League  pro- 
tested that  provision. 

The  quarantine  clause  suggested  by  the  League  has  been  largely 
adopted  except  that  the  League  suggested  that  the  carrier  be  not  ex- 
empted for  losses  occasioned  by  carrier's  officers,  etc.  The  Commis- 
sion disregarded  this  suggestion  and  gave  exemption  for  loss  and  dam- 
age due  to  quarantine,  "even  though  the  same  may  have  been  done  by 
carrier's  officers,  agents,  employes  or  crew." 

Part  I,  Section  2.  This  section  disregards  the  shippers'  suggestion 
as  to  making  the  initial  carrier  liable.  It  is  merely  a  re-statement  of 
the  old  common  law  form  and  makes  each  carrier  liable  only  for 
losses  on  its  own  line. 

Part  I,  Section  3.  The  provision  about  not  transporting  shipments 
by  any  particular  train  or  vessel,  or  for  any  particular  market  is 
adopted;  but  the  League's  suggestion  that  specific  agreements  might 
he  endorsed  on  the  lading  is  ignored,  as  is  the  carrier's  suggestion 
that  they  need  only  carry  goods  with  reasonable  dispatch  "as  its 
general  business  will  permit." 

The  Commission  disregarded  the  League's  suggestion  that  when, 
in  case  of  necessity,  diversion  is  made  from  a  rail  to  a  water  route 
full  rail  liability  shall  attach,  and  this  will  have  the  effect  of  making 
water  carrier's  liability  apply  as  provided  in  Part  I  Section  9 

The  measure  of  damage  rule  differs  materially  from  the  League's 
suggestion  that  the  actual  value  of  the  property  be  the  basis  The 
Commission's  form  more  nearly  agrees  with  the  carrier's  suggestion 
and  makes  the  value  at  place  and  time  of  shipment  the  basis  with 
aftual  invoice  value  to  be  used  unless  a  lower  agreed  value  as  pro- 
vided by  tariff  has  been  used. 

.  T.he  *im?  'I1™'1  rule  as  suffffested  by  the  carriers  has  been  adopted 
in  toto.     This  does  not  differ  in  principle  from  the  League's  form 

The  League's  suggestion  about  giving  the  carrier  the  benefit  of 
Insurance,  provided  they  reimburse  the  shipper  for  the  premiums  paid, 
has  been  adopted  by  the  Commission. 

.  Pa£n-1'  S,ecti°1  4i,  The  League's  suggestion  has  been  adopted  in 
-toto.  The  effect  of  this  is  to  make  the  shipper  pay  for  coop-rage  and 
baling  except  in  cases  of  carrier's  negligence.  In  the  carrier's  form 
all  cooperage  and  baling  would  be  at  shipper's  expense 

The  carriers  asked  exemption  for  differences  in  weight  and  shrink- 
;  of  hulk  grain  or  seed    hut  this  was  denied  by  the  Commission 
Part       Section  5.     This  section  covers  two  separate  undertakings. 
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The  League  preferred  to  treat  the  through  movement  as  one  con- 
tinuous act  without  permitting  any  provision  for  a  break  at  port  of 
;xportation  The  carriers  insisted  upon  a  break  in  their  liability  as 
carriers  and  the  substitution  of  warehouseman's  liability  after  a 
reasonable  time  had  elapsed  following  arrival  at  the  port  The 
Commission's  form  goes  further  and  permits  this  change  in  liability 
and  also  permits  the  carrier  to  charge  storage  or,  at  it's  opinion 
available  1  S°e™'e  °r  llcensed  warehouse  at  port  'A,'  or  other 

Liability   in   case   of  non-agency   station    is   largely   as   suggested 
by   the   carriers   and   the   owner   is   made    to   assume    the    risk 
"cars  are  attached   to  and  after  they  are   detached!  from   locomoUve 
or   tram"     The    only   concession    made    to    the    shippers    is    that    the 


Part  I,  Section  6.  Shippers  and  carriers  agreed  upon  this  sec- 
tion and  their  suggestions  were  adopted  by  the  Commission. 

Part  I,  Section  7.  The  League's  form  has  been  adopted  by  the 
Commission.  The  only  difference  between  this  and  the  carrier's 
form  is  that  the  carriers  attempted  to  extend  this  exemption  to 
"inflammable"  goods,  and  the  shippers  took  exception  to  such  ex- 
tension. 

Part  I,  Section  8.  The  League's  form  has  been  adopted  by  the 
Commission.  The  carriers  concurred  in  the  adoption  form  which  did 
not  materially  differ  from  their  own  form. 

Part  I,  Section  9.  This  section  refers  to  possible  water  carriage 
en  route  to  port  of  exportation.  The  League  endeavored  to  make 
water  carriage  necessitated  by  reason  of  carriers'  diversion  subject 
to  full  all  rail  liability.  The  Commission's  form  disregards  this 
suggestion  and  makes  the  water  carriage  subject  to  usual  water 
carrier's  liability  as  imposed  by  law.  The  League's  suggestion  as 
to  Harter  Act  exemption  is  adopted. 

The  exemption  in  case  of  goods  carried  on  deck  conforms  to 
the  League's  suggestion  which  will  not  exempt  the  carrier  in 
cases  of  negligence,  and  only  as  to  goods  which  must  necessarily  or 
are  usually  carried  on  deck. 

The  clause  as  to  general  average  suggested  in  the  League's 
ocean  conditions  has  also  been  reproduced  by  the  Commission  in 
this  section.  This  differs  from  the  shorter  form  suggested  by  the 
League,  but  not  in  principle. 

The  League's  suggestions  as  to  imposing  tariff  liability  upon  car- 
riers party  to  the  tariff  is  adopted  as  is  the  exemption  of  lighterage 
and  river  and  lake  water  carriage  for  the  account  of  rail  carriers. 

Part  I,  Section  10.  The  Commission  partially  repeats  in  this 
section  the  provisions  of  Section  2  about  liability  on  their  own  line 
only,  and  of  Section  5  about  warehouseman's  liability  while  awaiting 
forwarding. 

Although  not  adopting  the  wording  of  the  League's  form,  about 
substitution  of  vessels  and  dispatching  of  notice,  the  Commission  did 
adopt  the  principle,  and,  for  the  first  time,  the  carrier  will  be  re- 
quired to  dispatch  notice  of  such  substitution  to  both  shipper  and 
consignee. 

The  Commission  added  a  new  part  of  this  section  which  makes 
it  the  duty  of  the  railroad  to  deliver  the  property  to  the  vessel  as 
part  of  it's  undertaking  as  a  common  carrier.  This  merely  states  the 
law  laid  down  in  the  closing  sentence  of  paragraph  4,  Section  25  of 
the  Interstate  Commerce  Act. 

PART  II— WITH  RESPECT  TO  THE  SERVICE  AFTER  DELIVERY 
AT  PORT  "A"  UNTIL  DELIVERY  AT  PORT  "B." 

Part  II,  Section  1.  The  League  suggested  an  abridgment  of  the 
usual  long  form  and  would  have  exempted  the  ocean  carrier  from 
losses  except  where  its  negligence  was  the.  proximate  cause  of  the 
inquiry.  The  Commission  adopted  the  long  form  suggested  by  the 
carrier  except  that  they  have  required  in  case  goods  are  trans- 
shipped, that  notice  of  such  transshipment  shall  be  given  to  con- 
signee if  named;  otherwise  notice  to  be  sent  to  shipper.  This  is  a 
decided  concession  to  the  shippers. 

They  have  also  added  as  an  exempted  cause,  losses  "by  fumiga- 
tion under  government  orders." 

The  clause  adopted  by  the  Commission  has  a  number  of  objec- 
tionable features,  for  example:  The  carrier  is  exempted  from  losses 
due  to  "heating,  breakage,  obliteration  of  marks;"  but  no  provision 
has  been  made  as  requested  by  the  shippers,  that  this  exemption  not 
hold  good  in  case  of  negligence. 

The  General  Average  Clause  as  agreed  upon  by  shippers  and 
carriers  has  been  adopted. 

Part  II,   Section  2.     All  interests  agreed  upon  this  section. 

Part  II,  Section  3.  The  package  value  of  $100,  as  suggested 
by  the  carrier  has  been  adopted  in  lieu  of  the  value  of  J250,  sug- 
gested by  the  League.  The  League's  suggestion  about  requiring 
repayment  of  freight  if  paid  is  adopted,  as  is  the  refund  of  duty 
paid  provided  the  duty  paid  is  not  returnable. 

Part  II,  Section  4.     All  parties  were  agreed  upon  this  clause. 

Part  II,  Section  5.  The  League's  form  was  adopted  for  this 
clause.  This  was  the  same  as  the  carrier's  form  except  that  they 
suggested  the  lien  also  cover  "primage." 

Part  II,  Section  6.  The  principle  of  the  League's  form  was 
adopted,  but  the  wording  was  slightly  changed.  Two  decided  con- 
cessions were  gained,  viz.:  Goods  must  be  put  under  "suitable  avail- 
able protection;"  and  notice  must  be  given  to  the  consignee,  if  named, 
otherwise  to  the  shipper. 

Part  II,  Section  7.  Again  the  principle  of  the  League's  form  is 
accepted,  although  the  wording  is  slightly  changed.  The  adopted 
form  requires  notice  to  be  given  in  cases  where  goods  are  ready 
for  delivery,  or  where  they  are  placed  in  store.  This,  too,  is  a  marked 
advance  from  old  forms. 

Part  II,  Section  8.  The  League's  form  is  adopted  except  that  the 
words  "under  any  circumstances"  are  deleted. 

Part  II,   Section  9.     The  League's  form  was  adopted  in  toto. 

Part  II,  Section  10.  The  League's  form  was  adopted  in  toto. 
This  places  the  liability  upon  the  ocean  carrier  on  goods  on  wharf 
awaiting  shipment.  The  carriers  sought  to  impose  this  risk  upon 
the  owner  of  the  goods. 

Part   II,    Section   11.     All   interests   agreed   upon    this    form. 

Part  II,   Section  12.     All   interests  agreed   upon   this   form. 

Part  II,  Section  13.  This  scetion  more  nearly  conforms  to  the 
suggestion  of  the  carriers.  The  only  substantial  difference  was  that 
the  League  asked  that  notice  of  change  of  vessel  be  sent  to  shipper, 
and  the  Commission  disregarded  the  request. 

Part  II,  Section  14.  This  one  section  was,  perhaps,  the  source 
of  more  contention  than  all  others.  The  carriers  ought  to  make  the 
shiphments  subject  to  local  port  rules  and  to  the  conditions  of  steam- 
ship bills  of  lading.  The  shippers  insisted  upon  their  right  to  know 
the  terms  and  conditions  of  the  contract  entered  into  at  the  time 
of  it's  execution. 

The  form  adopted  by  the  Commission  more  nearly  meets  the 
shippers'  views  than  it  does  the  views  of  the  carriers.  It  will,  in 
effect,  permit  the  use  of  conditions  in  port  bills  of  lading  only  when 
•'not  inconsistent  herewith."  It  also  requires  that  the  multitude  of 
ladings  in  use  by  the  steamship  lines  be  filed  of  record  as  required 
by  the  rules  and  regulations  of  the  Commission  and  (or)  Shipping 
Board. 

This   clause  is  a  big   improvement   from   the   shippers'   viewpoint. 

Part  II,  Section  15.  This  section  agrees  with  the  principle  of  the 
carriers  form.  The  shippers  asked  that  the  carriers  under  Part  II 
assume  the  risk  during  transshipment  beyond  Port  "B;"  the  carriers 
insisted  upon  the  owner  of  the  goods  assuming  this  risk,  and  the 
Commission  accepted  their  views. 

PART  III— AFTER  DELIVERY  AT  PORT  "B"  UNTIL  DELIVERY 

AT    ULTIMATE    DESTINATION. 
tF"1  IH'  Section  1-    A"  Parties  were  practically  agreed  upon  this 
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I'11'    ;         '    'ion  2.    The  League's  form  was  adopted. 

l-.it  i  III.  Section  3.  The  League's  form  was  adopted.  There  was 
no  futxtantlal  difference  between  carriers  and  shlppreg. 

Tin1  I.i-.iKiii'  1'iidriiviiri'd  to  have  the  agent  signing  the  lading  to 
sign  for  all  carriers  "Jointly  and  severally"  as  to  the  Inland  haul, 
I  nit  the  Commission  preferred  the  carriers'  form  which  makes  the 
signer  of  the  receipt  sign  It  "severally  and  not  jointly." 

Domestic  Bill  of  Lading 

Mr.  Heinemann's  analysis  of  the  domestic  bill  of  lading  Is 
AS  follows: 

FRONT    OF    BILL   OF    LADING. 

The  form  prescribed  by  the  Commission  very  closely  conforms  to 
the  form  proposed  by  the  League.  Their  form  was  followed  with 
no  material  change  In  wording  in  the  preliminary  recital  of  receipt, 
spacing  for  billing  Instructions,  and  description  of  articles  space.  By 
reason  of  the  Intent  to  u«e  this  form  on  export  traffic  handled  by 
ships  of  United  States  Registry,  the  weight  column  in  the  prescribed 
lorm  carries  reference  to  a  footnote,  reciting  the  usual  admon<tlon 
found  on  export  ladings  about  water  carriers  being  required  by  law 
to  have  designated  whether  shipper's  or  carrier's  weight  is  used. 

One  feature  of  the  new  form  will  be  of  interest  to  every  shipper. 
\Vi  refer  to  the  new  clause  by  means  of  which  the  consignor  may 
sign  tin-  special  Instructions  and  thereby  compel  the  carrier  to  look  to 
the  consignee  for  full  payment  of  freight  and  other  charges.  Every 
established  shipper  has  had  the  experience  of  being  compelled  to 
pay  some  undercharge  which  the  delivering  line  found  itself  unable 
to  collect  from  the  named  consignee  for  various  reasons.  This  should 
afford  a  long  needed  protection  against  this  troublesome  problem. 

Where  property  is  subject  to  rates  dependent  on  agreed  or  declared 
viiliif  the  shipper  must  so  state  this  value  in  the  space  provided  In  the 
ne\v  form. 

A  space  Is  also  provided  for  showing  the  permanent  post  office  ad- 
dress of  the  shipper,  a  thing  that  has  long  been  needed  in  the  caae  of 
transit  shippers. 

CONTRACT  TERMS  AND  CONDITIONS. 
Section  1. 

(a)  Both    shipper's   and   carrier's   forms   were   discarded   and    the 
new  form  establishes  the  straight  common  law  liability  of  the  carrier 
except  as  provided. 

(b)  This  section  closely    corresponds    to    that    suggested    by    the 
League.  The  first  sentence  is  practically  the  League  form  unchanged; 
the  second  sentence  has  only  a  slight  change  in  the  closing  words  so 
that  the  new  form  requires  "tender  of  delivery  of  the  property  to  the 
party  entitled  to  receive  it"  instead  of  "tender  of  property  upon  con- 
signee's order."  The  third  sentence  is  the  League  form  except  that  ex- 
emption   from    strike   and    riot    losses   is   general   and    not   limited — as 
suggested  by  the  League — to  delays  caused  by  strikes  and  riots. 

to  The  carriers  asked  full  exemption  from  losses  due  to  quaran- 
tine but  the  Commission  elected  to  more  nearly  follow  the  League 
form.  The  one  exception  is  that  the  League  did  not  desire  exemption 
from  losses  in  case  of  fumigation  when  performed  by  carriers,  officers, 
agents,  etc.,  but  this  was  overruled. 

The  League's  fight  against  the  carrier's  proposal  to  exempt  them- 
selves in  the  case  of  freight  transported  in  open  cars  was  successful 
and  the  proposed  clause  was  omitted. 

Section  2. 

(a)  Neither  carrier's  nor  League's  form  was  followed.   The   first 
sentence  is  the  League's;  in  the  second,  the  League's  attempt  to  im- 
pose  rail   carrier   liability    in   case   of  diversion,    by   carrier,    to   water 
routes  did  not  succeed  even  though  concurred  in  by  the  carriers. 

A  new  form  of  wording  for  the  third  sentence  was  adopted,  but 
conforms  to  the  principle  suggested  in  the  League's  form. 

(b)  This  particular  paragraph  was  the  result  of  a  conference  held 
December  17,  1920.  between  League  representatives  and  representatives 
of  the  carriers.   This  gives  more  liberal   time  for  the   presentation   of 
claims   that   could  be  compelled   by  law,   but.   in   return,   the   shippers 
agreed  to  limit  the  time  in  which  suit  could  be  instituted  on  rejected 
claims  to  two  years  and  one  day  after  notice  of  rejection.   This  was 
considered  a  mutual  agreement  on  a  give  and  take  basis. 

(c)  The   League's   form   is  adopted,   the  only  essential   difference 
being  that  they  asked  refund  of  insurance  premiums  where  the  carrier 
benefited  from  the  placing  of  insurance. 

Section  3. 

This  is  the  League's  form  in  toto.  The  only  difference  is  that  the 
railroad  form  would  have  compelled  the  shipper  to  pay  for  all  cooper- 
age and  baling,  whereas  the  League's  form  would  require  the  carrier 
to  assume  this  in  case  of  negligence. 

Section  4. 

(a)  Although  adopting  some  of  the  wording  of  the  League's  form 
at  the  beginning  of  this  section,  the  final  draft  is  decidedly  favorable 
to  the  carrier's  contentions.  The  League  sought  to  require  goods  to  be 
stored   in  a  suitable  place  at  destination,   but  the   new   form   permits 
their  storage  in  any  public  or  licensed  warehouse,  however  unsuitable. 
The  League  also  sought  to  continue  the  carrier's  liability  as  a  ware- 
houseman during  the  storage  but  this  was  denied  and  storage  may  be 
made  "without  liability  on  the  part  of  the  carrier." 

(b)  This  is  clause  (c)  of  the  League's  form  and  marks  a  radical 
departure  in  lading  conditions.  Heretofore  there  has  been  no  uniform- 
ity with  respect  to  the  disposition  and  sale  of  unclaimed  property,  but 
this  establishes  a  workable  rule  that  should  be  of  tremendous  advant- 
age to  carriers  and  shippers. 

(c)  This  is  clause   (d)   of  the  League's  form  and  provides  for  the 
disposition   of   undelivered    perishable   property,   a   thing  never   before 
undertaken  in  bills  of  lading. 

(d)  This  is  section  (e)  of  the  League's  form, 
(el     This  is  section  (t)  of  the  League's  form. 

(O  This  adopts  section  (g)  of  the  League's  form,  but  goes  further 
and  is  more  descriptive  of  the  non-agency  station  rule. 

The  League's  suggested  paragraph  (b)  of  this  section  relating  to 
notice  on  lost  or  destroyed  property  was  turned  down. 

Section  5. 

All  parties  were  in  agreement  on  this  section. 
Section  6. 

All  parties  were  in  agreement  on  this  section. 
Section  7. 

The  first  sentence  of  this  section  is  new  and  differs  from  both 
carrier's  and  League's  form.  It  requires  the  collection  of  charges  before 
delivery  of  the  property  except  when  lawful  authority  to  do  otherwise 
may  be  granted. 

The  remainder  of  the  form  after  the  first  sentence  is  in  accordance 
with  the  League's  form.  This  was  the  result  of  an  agreement  reached 
with  the  carriers  and  enables  the  consignor  to  protect  himself  against 
payment  of  charges  when  the  consignee  defaults.  This  Is  of  particular 
value  to  established  firms  and  shippers. 


Section  8. 

This  in  strictly  a  League's  form,  nml  la  not  covered  in  th«-  rnrrl«r'« 
form  published  In  the  Consolidated  Classification. 

Section  9. 

This  entire  section  la  similar  to  the  one  prosrrlh.-il  in  I'art  I  ••; 
the  export  lading.  It  does  not  conform  to  the  league's  suggestion, 
neither  does  It  follow  the  carrier'*  form. 

The  shippers  suggested,  and  the  carriers  assented  to,  a  provision 
whereby  a  shipment  was  diverted  from  an  all  rail  to  a  water  route 
by  the  carrier,  that  the  all  rail  liability  attach  to  such  water  carriage. 
This  was  denied  In  the  new  form. 

(a)  Ii  the  usual  application  of  the  Harter  Act  clatiHc. 

(b)  This   Is   the   lawful   water   carrier's   exemption   clause.       The 
carriers  asked  full  exemption  from  fire  losses,  but  only  the  lawful  ex- 
emption which  excludes  those  caused  by  neglect  or  design  of  the  car- 
riers, was  granted. 

(c)  Closely  conforms  to  the  carrier's  suggestion,  but  goods  loaded 
on  decks  are  not  exempted  from  losses  due  to  carriers'  negligence. 

(d)  This  is   the  General  Average   clause   to   which   we  agreed  In 
the  export  lading. 

(e)  This  la  the  same  as  the  similar  clause  of  the  export  lading. 

(f)  All  interest!  were  agreed  upon  this  clause  although  the  word- 
Ing  differs  from  the  suggested  forms. 

Section  10. 

All  Interests  were  agreed  upon  this  section  BO  far  as  the  principle 
is  concerned. 

Live  Stock  Contract. 

His  analysis  of  the  live  stock  contract  is  as  follows: 
FRONT  OF  CONTRACT. 

The  front  of  the  contract  very  closely  conforms  to  the  form  sug- 
gested by  the  conference  between  shippers  and  carriers  held  in  Chi- 
cago. February  11,  1919.  Slight  differences  which  confrees  were  unable 
to  reconcile  were  disposed  of  as  indicated  below  and  the  slight  changes 
made  in  the  agreed  form  are  also  enumerated. 

The  National  Live  Stock  Exchange's  suggestion  that  the  words 
"or  on  its  own  water  line"  be  used  to  qualify  the  description  of  "des- 
tination" was  adopted;  but  their  suggestions  that  only  conditions 
not  prohibited  by  law"  was  turned  down. 

Both  the  conference  suggestion  and  the  suggestion  of  the  National 
Exchange  with  respect  to  the  best  method  of  describing  "ordinary 
live  stock"  and  differentiating  between  it  and  other  live  stock,  were 
turned  down  and  a  new  form  devised  by  the  Commission.  This  very 
properly  requires  the  shipper  to  choose  between  declaring  his  stock  to 
be  ordinary  live  stock  and  other  than  ordinary  live  stock.  Hit  choice  of 
declarations  must  be  signed  by  him.  If  the  shipment  is  a  mixed  load 
both  declarations  are  signed. 

As  suggested  by  the  conference,  space  is  provided  for  the  consignor 
to  sign  a  clause  requiring  the  carrier  to  look  to  the  consignee  for  all 
charges  without  recourse  on  the  consignor.  This  is  a  new  departure 
and  will  fully  protect  the  regular  shippers  from  transient  and  unre- 
liable consignees. 

Every  shipper  of  live  stock  should  bear  In  mind  that  "ordinary 
live  stock"  means  all  live  stock  except  that  "chiefly  valuable  for 
breeding,  racing,  show  purposes  or  other  special  purposes."  This  makes 
the  term  "ordinary  live  stock"  include  all  animals  for  slaughter,  and 
also  stockers  and  feeders.  Shippers  of  this  ordinary  live  stock  cannot 
be  required  to  declare  Its  value,  and  the  railroads  are  responsible  for 
Its  full  value  in  case  of  loss  or  damage  due  to  their  negligence. 

CONTRACT  TERMS  AND  CONDITIONS. 

Section  1. 

(a)  The  Commission's  form  throughout  has  substituted  the  words 
"live   stock"    for   the   words    "property"    suggested   in    the   conference 
form.  This  clause  more  nearly  represents  the  shippers'  views  and  the 
carriers'  suggestion  that  exemption  be  accorded  them  for  losses  "re- 
sulting from  any  cause  not  due  to  carrier's  negligence"  was  rejected 
by  the  Commission.  Although  the  carriers  agreed  to  assume  the  burden 
of  proving  freedom  from  negligence,  the  Commission  rejected  this  pro- 
vision. 

(b)  The   carriers   asked   exemption   from   fire   losses  of  all   kinds, 
but  the  Commission  gave  exemption  only  in  those  cases  where  the  fire 
was  caused  by  the  shipper  or  shipper's  agent.       The  shippers  again 
sought  to  place  the  burden  to  prove  freedom  from  negligence  upon  the 
carrier,  biit  the  Commission  rejected  the  plan. 

(c)  The  first  and  second  sentences  are  those  agreed  upon  at  the 
conference.   The  third  sentence  is  from  the  shippers'   form.  That  part 
of  the  fourth  sentence  before  the  semicolon  is  from  the  suggestion  of 
The  National  Live  Stock  Exchange;  that  part  after  the  semicolon  is, 
in  effect,  the  carriers'  form. 

The  carriers  asked  for  full  exemption  from  losses  caused  by 
quarantine,  damages  from  fumigation;  and  that  the  shipper  be  forced 
to  pay  all  expenses  incidental  thereto.  The  shippers  urged  that  negli- 
gence on  the  part  of  the  carrier  in  introducing  live  stock  into  an  in- 
fected area,  should  make  them  liable.  For  instance  native  cattle 
might  be  placed  in  tick  infected  pens  or  cars  and  in  such  cases  the 
courts  have  held  the  carrier  liable.  The  Commission  largely  met  the 
shippers'  views. 

Section  2. 

(a)  The   first   sentence    is   the   conference    form,    but   the    second 
stops  short  of  the  agreement  between   shippers  and  carriers.       They 
agreed  that  when  a  diversion  was  made  by  the  carrier  from  an  all  rail 
to  a  water  route  that  all  rail  liability  should  apply  to  the  movement. 
The  Commission's  form,  however,  will  make  such  a  movement  subject 
only  to  the  water  carriage  liability  defined  in  Section  5. 

(b)  This  paragraph  varies  from  the  conference  form  in  wording, 
but  not  In  principle.   It  correctly  states  a  form   whereby  live  stock — 
other  than  ordinary  live  stock — may  be  released  to  a  valuation  lower 
than  its  actual  value,  (when  made  lawful  to  do  so  by  tariff)  and  such 
lower  declared  or  released  value  will  be  binding  upon  the  shipper.  This 
will  not  apply  to  ordinary  live  stock. 

(c)  The  Commission  rejected  the  clause  on  claim  filing  and  suit 
institution  suggested   by  the  conference,   and  also  the  one  suggested 
by  The  National  Live  Stock  Exchange.    In  lieu  thereof,   they  adopted 
the  form   set  out   In  the   merchandise  lading  which   as   stated   in   our 
analysis  of  that  document,  was  agreed  upon  at  a  shipper-carrier  con- 
ference held  in  Chicago.  December  17,  1920. 

This  extends  the  claim  filing  time  limit  from  the  four  months 
required  by  law  to  six  months  on  domestic  and  nine  months  on  export; 
and  in  return  for  this  concession  by  the  carriers,  the  shippers  ac- 
cepted a  limitation  to  two  years  and  one  day  after  rejection  of  a  claim 
as  the  limit  for  suit. 

Section  3. 

The  first  sentence  is  new  and  is  merely  the  form  of  wording 
adopted  in  the  merchandise  lading.  The  second  and  third  sentences  are 
from  the  conference  form.  This  section  provides  for  the  first  time,  a 
method  of  protecting  the  consignor  from  undercharges  which  should 
have  been  collected  from  the  consignee.  If  a  shipper  will  affix  his  name 
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in  the  space  provided  for  that  purpose  on  the  face  of  the  contract,  he 
will  thereby  escape  all  liability  in  the  case  of  these  troublesome  under- 
charges. 

Section  4.          • 

(a)  This  differs  from  both  carriers'  and  shippers'  forms.  The  car- 
rier sought   to  impose   upon   the  shipper  the   duty  of   seeing  that   all 
doors  of  cars  and  pens  were  at  all  times  closed.    The  shippers'  counter 
proposal   was   to   suggest   that   this   would   apply   only    whenever   the 
shipper  opened  or  closed  the  door,   and  the  Commission  adopted  this 
theory.    (In   the     Commission's   form  the   word    "whatever"   near   the 
center   of   the   third   line   of   paragraph    "a"    should,    presumbably,    be 
"whenever." 

(b)  This  is  new  wording  but  more  nearly  represents  the  carriers 
views.  The  flrst  part  of  this  clause  is  susceptible  of  ambiguous  inter- 
pretation,  but  the  apparent  intent  is  to  charge  the  shipper  with  the 
duty  of  furnishing  bedding  or  appliances  of  a  character  not  in  general 
use.  Whether  the  words   "not  in  general  use"   were   intended   to  refer 
to    bedding  or   merely  to   appliances    is   problematical.        Tariffs    quite 
generally  require  the  shipper  to  furnish  bedding  or  to  pay  the  carrier 
for  it.    It   must   be      borne   in   mind,   however,    that   at   Missouri   River 
points,  in  Trans-Missouri  Territory  and  in  the  Southwestern  Territory 
the  rates  formerly  included  the  furnishing  of  bedding.  As  to  such  rates 
it  must  be  conceded  that  shippers'  views  are  worthy  of  consideration. 

(c)  This  clause  differs  from  the  conference  form,  but  the  shippers 
and   carriers  did  agree  upon  a  somewhat   similar  form.    The   National 
Live  Stock  Exchange  would  not  concur  in  the  clause  and  I  think  were 
justified.   This   is  a  dangerous  clause  and  one  which  will   cause  con- 
siderable   trouble.    The    Cummins'    Amendment   does   not    require   such 
a  notice  and  there  is  grave  doubt  that  it  can  be  lawfully  required.   If 
the  injury  complained   of  is  the  result  of  negligence  of  the  carrier — 
and  it  could  scarcely  be  otherwise  if  claims  is  in  order — then  no  notice 
is  required  regardless  of  this  clause. 

Section  5 

The    form  adopted  is  the  same  as  that  covered  by  Section  9  of  the 
merchandise   lading  and  explained   in  our  analysis   thereof.     It   gives 
to  water  carriers   the   exemptions   and   limitation   of  liability   granted . 
by  law.    Only  a  small  percentage  of  live  stock  is  transported  by  water 
in  this  country. 

The  only  material  complaint  to  register  against  this  section  is 
that  the  Commission  did  not  provide  for  rail  carrier  liability  to  attach 
in  case  shipments  are  diverted  by  a  carrier,  from  an  all  rail  to  a  water 
route. 

Section  6 
All  parties  were  agreed  upon  this  form. 

CARETAKER'S   CONTRACT 

The  first  part  of  this  caretaker's  contract  is  the  conference  form; 
the  latter  part  with  respect  to  the  caretaker  leaving  the  caboose  has 
been  modified  to  meet  the  views  of  the  shippers.  The  carrier  would 
have  had  him  assume  all  risk  without  regard  to  the  fact  that  he  might 
be  injured  by  the  negligence  of  the  carrier.  The  new  form  makes  the 
carrier  liable  in  case  his  negligence  is  the  proximate  cause  of  the 
injury.  This  provision  is  in  accordance  with  court  decisions  in  our 
leading  cases,  and  will  serve  to  clarify  this  much  disputed  point. 

OMITTED  RAILROAD  CLAUSE. 

Section  2  of  the  railroad  form  would  have  limited  the  carriers' 
liability  to  its  own  line.  The  National  Live  Stock  Exchange  suggested 
the  complete  elimination  of  this  clause  and  this  was  done. 

"It  is  impossible  to  foresee  what  attitude  the  carriers  will 
take  or  whether  the  forms  will  be  adopted  without  protest," 
says  Mr.  Heinemann,  referring  to  the  domestic  bill  and  live 
stock  report.  "No  order  was  issued  in  this  decision  as  was  done 
in  the  export  bill  of  lading  decision,  but  the  Commission  has 
indicated  that  if  the  forms  are  not  adopted  promptly  any  party 
is  at  liberty  to  make  formal  petition  for  an  order  requiring  their 
adoption." 


SHIPPING  BOARD  VESSELS 

The  Traffic   World   Washington  Bureau 

The  Emergency  Fleet  Corporation  has  23  vessels  under  bare 
boat  charter  which  turn  in  revenue  of  about  $50,000  a  month, 
according  to  J.  Barstow  Smull,  vice-president  of  the  Emergency 
Fleet  Corporation. 

"With  an  improvement  in  the  freight  market,  undoubtedly 
we  will  have  the  opportunity  of  putting  forward  quite  a  few 
boats  on  the  time  charter  basis,"  said  he.  "The  chartering  of 
tank  boats  has  been  very  profitable  and  is  still  going  on  today. 
Of  course,  the  general  trades  have  been  so  poor  that  it  has  not 
paid  to  charter  vessels  and  I  have  not  chartered  any  vessel  for 
general  cargo  business." 

Discussing  the  charter  situation  on  the  Atlantic  coast,  Mr. 
Smull  continued: 

"Some  time  ago  the  board  of  trustees  decided  that  it  was 
not  fair  to  privately  owned  tonnage  on  our  Atlantic  coast  to 
charter  our  vessels  on  a  bare  boat  basis  to  compete  against  es- 
tablished lines  in  the  coastwise  trade.  There  is  no  doubt  that 
a  ship  on  a  bare  boat  charter  at  50  cents  a  ton  can  very  suc- 
cessfully compete  with  privately  owned  tonnage  bought  at  high 
prices,  for  the  private  owner  has  to  take  into  consideration  in 
making  his  rates,  his  overhead  expenses,  his  depreciation,  in- 
terest on  his  money  and  marine  insurance. 

"We  are  mandated  by  the  Jones  bill  not  to  interfere  with 
privately  owned  established  trades,  and  in  following  out  the  re- 
quirements of  the  merchant  marine  act  it  is  necessary  for  us  to 
refrain  from  chartering  our  vessels  on  any  sort  of  a  time  charter 
basis  where  they  would  be  thrown  in  competition  with  those 
vessels  privately  owned. 

"This  department  has  charge  of  the  working  out  of  all 
charter  parties  and  contracts  effected  on  Shipping  Board  ton- 
nage. It  keeps  a  close  check  on  all  demurrages  incurred  under 
these  contracts  and  charters. 

"It  might  be  interesting  to  the  public  to  know  that  since  the 


board  has  been  in  office  we  have  been  able  to  collect  more  than 
$178,000  in  demurrage.  Formerly  these  demurrage  claims  either 
laid  dormant  KT  were  put  into  the  hands  of  the  legal  department, 
where  it  would  take  anywhere  from  three  to  five  years  to  get 
them  tried  out  in  court.  Demurrage  is  'a  rather  delicate  ques- 
tion and  it  is  often  decided  in  court  on  the  technicalities  of  the 
law. 

"We  have  been  able  to  settle  these  cases  either  by  mutual 
agreement  or  by  arbitration.  My  department  at  present  has  un- 
der active  negotiation  for  settlement  more  than  $300,000  worth 
of  these  claims.  Altogether  there  seems  to  be  about  $2,000,000 
of  these  demurrage  claims  against  American  shippers  and  about 
$31,000,000  against  foreign  governments  which  will  have  our  at- 
tention in  due  course." 

Regarding  withdrawals  and  allocations,  Mr.  Smull  said: 

"On  July  24  there  were  75  active  managing  agents  of  the 
Fleet  Corporation  operating  674  steel  ships.  Of  this  number  of 
agents  there  were  12  acting  as  tramp  operators,  having  a  total 
of  125  vessels  in  service.  The  losses  were  running  from  $5,000 
to  $25,000  per  round  trip  voyage  to  Europe,  approximately  $1,- 
250,000  being  the  loss  in  voyage  operations  last  June. 

"On  January  1,  1922,  there  will  only  be  43  active  agents 
handling  321  ships.  All  tramp  steamers  have  been  withdrawn. 
The  losses  in  voyage  operations  in  October,  which  is  the  last 
month  for  which  we  have  a  report,  had  been  cut  to  $400,000  and 
they  are  still  being  diminished. 

"From  July  20  to  the  present  date  526  steel  cargo  carriers  have 
been  withdrawn  from  service  and  173  are  allocated  as  follows: 
80  for  berth  service,  13  for  bulk  cargoes,  and  80  as  substitutes 
for  the  betterment  of  services  and  the  saving  of  repairs.  This 
leaves  a  net  number  of  353  steel  cargo  and  passenger  vessels 
that  were  tied  up  from  July  20  to  date." 


EXPORTS  AND  IMPORTS 

The  Traffic   World   Washington  Bureau 

American  ships  showed  a  gain  in  October  in  the  carriage  of 
imports  but  a  loss  with  respect  to  exports,  according  to  E.  S. 
Gregg,  chief  of  the  transportation  division  of  the  Bureau  of  For- 
eign and  Domestic  Commerce  of  the  Department  of  Commerce. 
Said  he: 

The  volume  of  imports  into  the  United  States,  exclusive  of  bulk 
oil  shipments  and  Great  Lakes  cargoes,  has  increased  markedlv — 
from  688,775  long  tons  in  August  to  830,066  long  tons  in  October.  The 
volume  of  exports  in  these  months  declined  from  2,162,364  tons  to 
2,040,181  tons,  leaving  a  net  increase  in  the  volume  of  our  total  October 
trade  of  about  19,000  long  tons. 

The  position  of  American  ships  in  our  foreign  trade  shows  an  im- 
provement so  far  as  imports  are  concerned,  but  the  reverse  holds  with 
respect  to  export  trade.  During  September,  Shipping  Board  and. 
United  States  independent  vessels  combined  carried  40  per  cent  of  our 
imports  and  33  per  cent  of  our  exports,  exclusive  of  oil  shipments  and 
Great  Lakes  cargoes  in  both  cases.  Comparable  figures  for  October 
show  that  the  share  of  American  ships  has  increased  to  44  per  cent 
for  imports  and  declined  to  23  per  cent  for  exports.  This  10  per  cent 
decline  is  the  greatest  change  recorded  for  any  part  of  the  16  months 
for  which  such  data  are  available,  with  the  exception  of  May,  when 
the  percentage  of  exports  carried  in  American  ships  declined  11  per 
cent.  Combining  our  imports  and  exports,  American  ships  carried  29 
per  cent  in  October,  compared  with  35  per  cent  in  September  and  with 
40  per  cent  for  the  entire  16  months. 

Imports  of  oil  increased  from  1,302,227  long  tons  In  September  to 
1,527,094  tons  in  October,  and  were  the  largest  for  any  month  since 
February.  Exports  declined  slightly  but  were  well  above  the  average 
for  the  sixteen  months.  The  percentage  of  oil  imports  carried  in 
in  Shipping  Board  tankers  increased  from  3  per  cent  in  September 
to  8  per  cent  in  October:  the  percentage  carried  by  independent  Amer- 
ican ships  increased  from  75  to  77  per  cent,  while  the  percentage 
carried  by  foreign  tankers  declined  from  22  to  15  per  cent.  In  oil  ex- 
ports, on  the  other  hand,  foreign  tankers  strengthened  their  relative 
position  by  carrying  72  per  cent  in  October  as  against  48  per  cent  in 
September. 

Great  Lakes  cargoes  shipped  into  the  United  States  during  October 
were  more  than  twice  the  volume  of  the  September  shipments.  This 
movement  is  the  reflection  of  the  seasonal  grain  shipments,  and  the 
large  volume  of  imports  which  came  in  despite  the.  tariff  shows  the 
effect  of  the  depreciated  Canadian  exchange. 

A  table  prepared  by  Mr.  Gregg  shows  that  the  total  exports 
in  long  tons  in  the  Great  Lakes  trade  amounted  to  892,285  tons  in 
October  as  against  1,212,577  tons  in  September,  and  that  the  total 
imports  in  long  tons  amounted  to  619,295  tons  as  against  258,007 
tons  in  September. 


SCRAPPING  OF  WOODEN  SHIPS 

The   Traffic   World   Washington  Bureau 

That  the  Shipping  Board  may  realize  from  $3,000  to  $5,000 
on  each  of  the  wood  ships  owned  by  the  board  by  means  of 
scrapping  them  and  selling  the  salvage  material  through  con- 
tractors was  predicted  this  week  by  officials,  after  contracts 
had  been  entered  into  with  two  companies  which  agreed  to 
take  four  ships,  pay  the  board  $1,000  for  each  ship  and  turn 
over  50  per  cent  of  the  profits  derived  from  the  sale  of  the  ma- 
terial taken  out  of  the  ships.  The  highest  price  per  ship  the 
board  could  expect  to  get  if  the  ships  were  sold  for  commercial 
purposes  would  be  $2,500,  officials  said.  President  Powell,  of 
the  Emergency  Fleet  Corporation,  hopes  to  execute  a  sufficient 
number  of  similar  contracts  to  cover  the  entire  fleet  of  wood 
ships. 
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Because  vital  legislation  concerning  our  merchant  marine 
must  soon  come  before  Congress,  discussion  of  America's  future 
on  the  seas  is  a  matter  of  particular  moment  at  this  time. 

It  was  my  honored  privilege  to  submit  the  manuscript  of 
this  address  to  President  Harding,  whose  passion  to  see  America 
successful  on  the  ocean  is  second  to  none. 

In  the  prairie  towns,  cities,  villages,  and  farms  of  our  inland 
siaii-s  die  future  of  America  on  the  seas  will  be  decided.  The 
points  farthest  from  the  ocean  will  decide  the  fate  of  American 
shipping  on  salt  water. 

The  dwellers  of  our  coastal  cities  by  and  large  are  naturally 
for  a  permanently  established  American  merchant  marine.  They 
may  differ  as  to  the  means  and  methods  to  accomplish  this; 
some,  through  selfish  Interests,  may  wish  a  limited  American 
merchant  marine,  because  peculiarly  they  are  the  beneficiaries 
of  the  present  system.  But,  taken  as  a  whole,  the  dwellers  on 
our  coast  look  forward  to  the  day  when  ships  and  shipping  in 
America  will  once  more  occupy  the  great  place  of  importance 
in  our  national  life  which  it  did  during  its  flourishing  days  from 
the  establishment  of  the  Republic  until  approximately  the  Civil 
War. 

It  is  the  inland  dweller,  removed  from  direct  contact  with 
ships,  who  has  felt  a  disinterestedness  in  American  shipping 
that  has  almost  amounted  to  an  adverse  prejudice  if  American 
shipping  required  national  aid  to  insure  its  life. 

The  inland  dweller  has  felt  that  the  profits  of  shipping 
inured  entirely  to  the  wealthy  coast  cities;  that  it  was  a  local 
issue  for  local  profit,  and  one  that  should  be  supported  locally. 

The  great  World  War,  with  the  upheavals  that  followed,  has 
brought  no  question  that  more  presses  for  instant  attention  with 
the  American  people  than  the  question  of  what  is  to  be  the  im- 
mediate future  of  our  merchant  marine.  This,  not  only  because 
as  a  result  of  the  war  the  government  became  possessed  of  the 
largest  single  fleet  the  world  ever  knew — some  fifteen  hundred 
steel  ships  of  over  ten  million  tons — but  because  in  the  war  we 
learned  that  both  from  the  standpoint  of  national  defense  and 
to  insure  our  overseas  commerce  we  are  not  safe  in  relying  on 
foreign  bottoms  to  carry  our  trade. 

A  few  days  before  I  prepared  this  address,  "Nation's  Busi- 
ness" sent  me  the  following  questions  from  "The  Traffic  World" 
of  Chicago  and  asked  that  I  discuss  same.  These  questions  seem 
to  cover  the  very  essence  of  the  opposition  that  springs  from 
the  superficial  or  the  sinister,  or  the  ignorant,  to  the  great  en- 
terprise of  a  reestablished  American  merchant  marine.  The 
queries  propounded  are: 

Is  there  anything  sacred  In  the  doctrine  of  an  American  merchant 
marine  or  any  lack  of  patriotism  in  being  opposed  to  such  an  institu- 
tion as  an  economic  extravagance? 

Can  an  American  merchant  marine  he  maintained  without  what 
amounts  to  a  subsidy  and  taxation  of  the  public? 

Is  John  Smith,  who  knows  and  cares  nothing  about  the  shipping 
business,  willing  to  be  taxed,  and  ought  he  to  be  taxed,  in  order  that 
Hill  Jcnes'  goods  may  be  carried  in  American  rather  than 'foreign 
bottoms? 

Does  Bill  Jones  care,  or  ought  he  to  care,  whether  his  goods  are 
carried  in  American  or  foreign  bottoms? 

If  he  ought  to  care,  why  ought  he? 

Should  John  Smith  pay  taxes  so  that  Bill's  care  may  be  gratified? 

If  an  American  merchant  marine  cannot  be  maintained  without 
taxation  of  the  public — in  other  words,  if  it  can  only  be  maintained 
ami  overrated  at  a  loss — why  not  let  the  foreign  ships  have  the  busi- 
ness? 

I  shall  not  attempt  here  to  answer  these  questions  in  cate- 
gorical order,  but  shall  endeavor  to  discuss  the  American  mer- 
chant marine  and  its  future  with  these  questions  as  a  basis, 
because  they  seem  to  so  thoroughly  cover  the  ground  of  inland 
indifference. 

No  thinking  man  can  feel  that  there  is  anything  sacred  in 
the  doctrine  of  an  American  merchant  marine,  any  more  than 
there  is  anything  sacred  in  the  doctrine  of  a  large  navy,  or 
anything  sacred  in  the  doctrine  of  a  large  army,  or  anything 
.sacred  in  a  federal  reserve  bank  as  against  the  loose  banking 
system  we  formerly  had,  or  anything  sacred  in  a  direct  system 
of  taxation  as  against  an  indirect  system  of  taxation,  or  any- 
thing sacred  in  any  one  of  a  thousand  and  one  questions  that 
relate  to  our  national  life.  It  is  not  a  question  of  what  is  sacred 
in  doctrines  discussed;  it  is  a  question  of  what  is  sound;  and 
the  proponents  of  an  American  merchant  marine  feel  that  it 
is  a  very  unsound  doctrine  that  fails  to  teach  that  one  of  the 
corner  stones  of  economic  and  national  safety  is  a  merchant 
marine  built,  owned,  manned,  and  operated  by  Americans. 

There  certainly  is  no  lack  of  patriotism  in  being  opposed  to 
the  American  merchant  marine  as  an  economic  extravagance, 
l  roviding  it  is  an  economic  extravagance.  But  if  it  be  not  an 
economic  extravagance,  then  indeed  mere  ignorance  of  the  ques- 
tion is  a  poor  excuse  for  being  opposed  unintelligently  to  some- 
thing so  vital. 

With  this  premise,  it  would  seem  meet  to  discuss  why  a 
merchant  marine  is  one  of  the  cornerstones  of  America's 
economic  life  and  safety. 

The  great  Limitations  Conference  which  is  now  proceeding 
s-i  auspiciously  at  Washington,  represents  one  of  the  high  water- 


marks  In  American  statesmanship  and  world  vision.  It  Is  an 
achievement  that  long  will  stand  ax  one  of  the  glorious  Jewels 
in  the  crown  of  American  accomplishments. 

Granting  that  the  .">•!>-:<  naval  program,  or  some  equivalent, 
be  adopted  and  that  we  have  a  naval  holiday  for  a  term  of 
years,  the  question  of  naval  equality  is  not  solved;  because.  If 
in  addition  to  the  equalized  navies,  any  one  nation  possesses  a 
merchant  marine  of  convertible  strength  vastly  beyond  that  of 
another  nation,  the  nation  possessing  that  added  convertible  mer- 
chant tonnage  has  the  preponderance  of  naval  power. 

The  government's  vast  fleet,  built  as  a  war  necessity,  will 
ever  remain  a  tribute  to  America's  miraculous  ingenuity  and 
energy.  During  the  war  It  was  a  question  of  building  a  bridge 
of  ships  across  the  ocean,  regardless  of  type,  regardless  of 
balance,  regardless  of  cost,  but  with  the  sole  purpose  in  mind  of 
the  maximum  tonnage  in  the  minimum  time,  facilities  con- 
sidered. There  is  no  man  in  the  allied  countries  but  will  admit 
that  In  large  measure  the  building  of  the  United  States  Govern- 
ment's merchant  fleet  hastened  the  end  of  the  war,  through  the 
potential  strength  it  showed  the  Imperial  German  Government 
that  America  possessed  to  quickly  put  unlimited  armies  of  men 
and  supplies  on  the  battlefield. 

But  there  is  no  man  who  Is  conversant  with  the  subject  but 
who  will  admit  that,  for  peace  purposes,  the  government-owned 
fleet  is  not  well  balanced  and  is  not,  in  its  entirety,  economically 
available. 

Without  boring  you  with  figures,  taking  into  consideration 
passenger  ships,  and  combined  passenger  and  cargo  ships  of 
8,000  tons  and  over,  which  represent  the  very  cream  of  the 
merchant  marine  convertible  for  naval  purposes.  Great  Britain 
possesses  234  ships  of  this  type  already  completed,  and  the  United 
States  possesses  54  ships,  a  ratio  of  4.3  to  1  in  favor  of  Great 
Britain.  Taking  into  consideration  vessels  now  actually  build- 
ing in  both  countries  of  this  type,  the  ratio  in  favor  of  Great 
Britain  will  be  increased  5  to  1. 

When  speed  is  considered,  and  speed  is  essential  for  naval 
purposes,  the  ratio  is  even  more  startingly  in  favor  of  Great 
Britain;  as  of  vessels  of  22  knots  and  over  she  possesses  5,  the 
United  States  possesses  only  1,  a  ratio  of  5  to  1;  in  all  vessels 
of  12  knots  and  over,  which  is  the  minimum  speed  useful  for 
naval  operations,  she  possesses  234,  and  the  United  States  pos- 
sesses only  53,  a  ratio  of  4.4  to  1  in  favor  of  Great  Britain. 

There  is  no  man  who  presumes  that  in  our  lifetime  there 
will  be  war  between  ourselves  and  our  British  friends.  It  is  for 
this  happy  reason  that,  without  thought  of  war,  the  relative 
superiority  of  the  British  merchant  marine  overseas  for  con- 
vertible purposes  may  be  used  to  illustrate  the  increased  im- 
portance of  a  merchant  marine  to  the  national  defense  under 
the  gloriously  changed  naval  conditions  into  which  we  are 
entering. 

We  should  remember  that  if  we  enter  a  10-year  naval  holi- 
day, which  means  practically  little  naval  work  for  our  ship- 
yards, and  if  we  fail  to  establish  a  merchant  marine,  with  its 
constant  need  of  renewals  and  repairs,  American  shipyards  will 
be  largely  closed  and  the  art  of  shipbuilding  will  practically 
be  lost  to  us.  Should  again  the  day  come  when,  in  the  national 
defense,  we  must  make  use  of  our  navy,  we  would  be  lacking 
the  yards  and  the  trained  workers  to  renew  its  strength;  and 
the  nations  which  during  the  holiday  period  had  kept  their  yards 
alive  with  merchant-marine  work  would  have  an  unmatchable 
advantage  over  us. 

When  President  Roosevelt  sent  our  fleet  around  the  world 
it  had  to  be  bunkered  and  provisioned  by  the  British  merchant 
marine.  The  navy  giant  which  we  sent  for  the  admiration  of 
the  peoples  of  the  earth  displayed  that  its  feet  were  made  of 
clay.  This  must  never  be  again. 

But  the  proponents  of  an  American  merchant  marine  must 
rest  their  case  far  beyond  the  grounds  of  national  defense,  which, 
to  the  layman,  at  best  is  academic  and  far  off,  though  to  those 
who,  with  statesmanship  vision,  realize  all  the  potential  possi- 
bilities of  the  future,  it  is  a  matter  of  deepest  concern. 

The  claims  for  an  American  merchant  marine  must  rest  cm 
its  economic  necessity  to  the  Aitioripan  nnnnla  na  a  whole,.  The 

claims  for  an  American  merchant  marine  can  rest  on  the  proof 
that  John  Smith,  who  knows  and  cares  nothing  about  the  ship- 
ping business,  but  who  ought  to  know  and  care  a  lot  about  it, 
should  be  willing,  if  necessary,  to  be  taxed,  and  ought,  if  neces- 
sary, be  taxed,  in  order  that  Bill  Jones's  goods  may  be  carried 
in  American  rather  than  foreign  bottoms.  In  our  Republic  our 
common  good  fortune  is  reliant  on  the  agencies  essential  to 
that  good  fortune.  That,  gentlemen,  is  the  very  crux  of  the 
whole  question.  Let  us  proceed  to  explore  it. 

So  long  as  America  had  its  own  great  empire  to  conquer — 
an  empire  of  fabulous  natural  wealth,  an  empire  of  almost  seem- 
ingly inexhaustible  and  balanced  raw  materials — America  could 
trade  within  its  own  confines,  independent  of  the  commerce  of 
the  world.  It  was  during  this  period  of  our  history,  when  the 
lure  of  unconquered  golden  opportunities  called  forth  the  ad- 
venturesome spirit  of  our  young  manhood,  that  America's  mer- 
chant marine,  fostered  to  proud  proportions  by  our  original  thir- 
teen seacoast  states,  began  to  decline  and  finally  came  to  small 
proportions. 

Even  before  the  World  War  vast  changes  in  the  domains 
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of  current  life  made  us  a  largely  increased  importing  nation. 
For  instance,  the  automobile  has  completely  changed  our  na- 
tional life.  It  has,  by  common  acceptance,  passed  the  luxury 
stage  and  become  an  essential  necessity  in  large  measure,  com- 
pared to  its  output.  The  automobile,  to  be  potent,  requires  tires, 
and  tires  mean  rubber.  There  is  no  rubber  produced  in  the 
United  States. 

Because  of  the  very  prosperity  of  America  from  within, 
through  the  development  of  its  natural  wealth,  the  American 
people  as  a  whole  demand  luxuries  as  do  no  other  people  of 
the  world,  until  these  very  luxuries  became  necessities  in  Amer- 
ica's life.  Some  of  these  luxuries,  such  as  coffee  and  sugar, 
are  largely  imported.  And  so,  in  the  cycle  of  events,  our  very 
self-sufficiency  from  within  gave  rise  to  luxuries  which  finally 
became  necessities,  until  we  perforce  changed  from  a  nation 
almost  entirely  an  exporter  of  raw  material  to  one,  in  large 
measure,  an  importer  of  raw  material. 

Even  before  the  World  War  our  manufacturing  capacity  was 
increasing  by  leaps  and  bounds.  I  well  remember  about  10  years 
ago  on  a  train  between  Milwaukee  and  Chicago,  two  foreigners, 
who  evidently  were  traveling  on  a  business  tour  in  America  and 
who  had  been  visiting  in  Milwaukee,  were  seated  behind  me. 
One  of  them  made  a  remark  to  the  other  that  indelibly  impressed 
itself  on  my  memory.  He  said: 

The  very  genius  and  danger  of  America  is  that  it  is  never  satis- 
fled.  In  America  if  a  man  has  a  plant  capacity  that  at  any  time  does 
not  equal  his  demand  he  is  jealous  of  the  thought  that  a  competitor 
should  have  the  trade,  and  he  immediately  starts  building-  without 
regard  to  the  fact  that,  similarly  possessed  with  a  desire  for  volume, 
his  collective  competitors  build,  so  that  the  American  potential  output 
is  constantly  based  on  the  peak  of  demand  without  regard  to  the 
average,  which,  when  it  does  prevail,  makes  unprofitable  many  of  the 
expanded  plants. 

The  very  germ  of  philosophy  of  our  economic  strength  and 
weakness  was  embodied  in  this  statement.  The  great  war  merely 
inflamed  that  spirit  in  America  and  gave  opportunity  to  it  for 
fullest  play  beyond  the  imagination  of  man.  With  the  war 
ended  and  the  world  sobering  up  from  its  madness,  manufac- 
turing America  finds  itself  with  a  surplus  of  plant  account 
which  must  find  permanent  markets  in  the  world  as  well  as  at 
home  if  overhead  expenses  are  to  be  met  and  profitable  opera- 
tion insured.  With  the  enlarged  American  plant  capacity  in 
many  lines,  unless  world  markets  are  conquered,  profitable  opera- 
tion is  endangered,  and  unemployment  for  periods  longer  than 
would  exist  otherwise  will  come  into  being. 

The  farmer's  direct  and  overwhelming  interest  in  the  over- 
seas trade  was  proved  not  a  great  while  ago  in  his  pressure  on 
Congress,  which  resulted  in  the  passage  of  a  bill  over  President 
Wilson's  veto,  directing  the  resumption  of  the  War  Finance  Cor- 
poration with  authority  to  issue  a  billion  dollars  in  credit  for 
the  purpose  of  aiding  him  in  exporting  agricultural  and  other 
products.  Surely,  with  such  a  proved  interest  in  export  for  his 
surplus  in  order  that  prices  might  be  maintained,  the  farmer 
must  become  conscious  that  it  is  essential  that  America  control 
the  vehicles  of  export  delivery  that  his  needs  may  be  surely  met 
in  times  when  other  nations  might  not  be  able  or  would  not 
be  willing  to  furnish  us  the  necessary  bottoms. 

America  at  one  time  was  practically  self-contained.  The 
world  demanded  our  raw  materials  in  great  volume  and  we 
largely  consumed  at  home  what  we  manufactured.  But  now  that 
we  are  such  great  importers  of  raw  materials  (which  come 
largely  from  nonmanufacturing  countries)  we  must  perforce  send 
manufactured  goods  to  these  countries  to  balance  our  trade;  and 
with  the  added  plant  capacities  that  we  have  we  must  find  still 
further  foreign  markets  for  our  manufactured  goods  to  bring 
our  overhead  down. 

Beyond  all  this  our  greatest  present  customers  owe  us  vast 
sums  of  money,  which  they  can  only  pay  if  we  take  merchandise 
from  them;  and  if  we  permit  them  to  sell  us  merchandise  we 
in  turn  must  ftid  new  world  markets  for  the  surplus  products 
which  we  shall  thus  have. 

j        Therefore  it  is  true  —  and  no  blindness  nor  unwillingness  to 
(recognize  the  fact  can  change  the  fact  —  that  stability  in  America 

land    restored    normal    prnqnfirUy   must    be    based    on    development. 

I  of  foreign  trade  and  foreign  markets  In  a  measure  never  before 
Irgaijy.pH  hy  Ampriranq      A  new  era  in  world  trade  has  come  tfl. 
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rely  on  others  for  the  tonnage  needed,  when  and  where,  to  carry 
our  goods  to  markets  we  would  conquer;  and  secjgnd,  because  we 
can  not  afford,  in  the  interest  of  national  prosperity,  to  pay  the 
freights  t*  foreigners  which  should  remain  at  home.  No  ambi- 
tious American  industry  would  be  content  to  rely  on  its  competi- 
tor for  the  delivery  of  its  product. 

When  Great  Britain  was  engaged  in  the  Boer  war  she  could 
not,  as  many  will  remember,  divert  her  merchant  tonnage  to 
American  usage.  Had  we  at  that  time  had  world  commerce  to 
protect,  as  we  have  now  and  will  have  in  increasing  measure,  we 
would  have  been  in  a  sorry  plight;  and  should  Great  Britain,  still 
mistress  of  the  seas  in  merchant  marine,  ever  get  into  war  with 
another  power,  America  being  no  party  to  the  controversy,  our 


chief  carrying  agent  would  once  again  have  to  divert  her  mer- 
chant marine  from  our  purposes  and  needs. 

The  history  of  shipping  is  one  of  shortages  and  surpluses. 
To-day  there  is  a  surplus  of  shipping  in  the  world,  so  that  one- 
half  of  America's  fleet  is  tied  to  the  docks  and  all  nations  have 
ships  of  their  flags  idly  swinging  at  anchor.  But  it  is  a  poor 
imagination  that  can  not  realize  that  world  conditions  repeat 
themselves;  and  some  time  again  in  the  years  to  come,  within 
the  life  of  practically  every  man  in  this  audience,  there  will  be  a 
shortage  of  shipping.  In  such  period  of  shortage,  ships  will  first 
be  available  to  the  manufacturer  whose  country  has  the  largest 
tonnage,  for  he  can  afford  to  bid  as  much  as  any  manufacturer, 
and  the  preference  will  be  his. 

The  very  life  of  foreign  commerce  is  that  the  exporting  nation 
should  have  regular,  constant,  and  uninterrupted  communication 
to  the  importing  nation.  America,  with  its  vastly  increased  need 
for  export  business  must  insure  that  export  business  by  insuring 
that  it  owns  and  controls  the  ships  to  carry  its  trade.  Moreover, 
shipping  lines  are  the  best  agents  of  our  foreign  trade.  America 
can  not  afford  to  take  the  risks  that,  for  any  reason,  relying  on 
ships  of  another  flag,  these  ships  may  be  withdrawn  from  its  needs. 
For,  if  the  foreign  purchaser  find*  that  he  can  not  get  his  goods 
when  he  wants  them  and  as  he  wants  them,  he  will  find  other 
sources  of  supply;  and  once  lost  to  us,  his  custom  will  be  hard 
to  win  back. 

The  dweller  on  the  farm,  the  worker  in  the  mine,  the  laborer 
in  the  factory,  whether  he  lives  in  Wisconsin  or  Kansas  or  New 
Mexico  has  as  much  interest  in  an  established  American  merchant 
marine  as  has  the  man  who  lives  and  toils  on  the  docks  of  our  great 
ocean  port  cities;  because,  unless  America  meets  changed  con- 
ditions from  within,  which  I  have  attempted  to  sketch,  and 
changed  world  conditions  which  have  been  brought  about  by  the 
war,  its  export  business  will  fail,  factories  will  close,  and  there 
will  not  be  profitable  demand  for  raw  materials  or  finished 
products.  When  export  business  fails  and  factories  close,  the 
industrial  worker  cannot  buy  the  product  of  the  farm. 

Through  the  agency  of  vast  railroad  and  train  transporta- 
tion, with  telegraph,  telephone,  and  postal  services,  we  are  all 
one  in  modern  transportation.  When  the  fabric  breaks  for  one, 
it  breaks  for  all.  A  coal  strike,  and  we  all  suffer.  Supposing 
the  ports  of  New  York,  Boston,  Norfolk,  New  Orleans,  Galveston, 
San  Francisco,  Portland,  and  Seattle,  for  some  reason — let  us  i 
say,  an  unbreakable  strike — were  closed  for  six  months.  Every- 
one must  visualize  that  factories  would  practically  close  down, 
because  one  could  get  in  neither  needed  raw  materials  nor  get  out 
of  the  country  manufactured  materials  that  would  enable  one  to 
keep  factories  going.  Surely  every  inland  dweller  on  farm  or 
in  the  city  would  suffer 

Having  visualized  this,  then  picture  what  would  happen  to 
us  if,  for  any  reason  in  world  competition,  because  of  circum- 
stances beyond  or  within  our  power,  the  ocean-carrying  of  Amer- 
ica's trade  was  in  the  hands  of  its  competitors  when  the  time 
of  marked  competition  was  with  us.  Is  it  not  to  be  supposed 
that  these  competing  nations  would  find,  even  at  a  seeming  loss 
of  profit  to  themselves,  good  reason  why  we  did  not  get  the 
ships  when  and  as  we  needed  them? 

In  the  course  of  a  decade  America  pays  out  some  billions  in 
freights.  These  freights  include  only  incidentally  profit;  the  main 
thing,  though,  which  freights  cover  is  cost  of  operation  This  cost 
of  operation  includes,  again  in  turn,  the  cost  of  the  ship,  the 
cost  of  subsistence,  the  cost  of  fuel  and  supplies,  and  the  wages. 
If  John  Smith,  as  an  individual,  pays  out  $50  in  Europe  for 
something,  John  Smith  is  not  $50  poorer  as  against  if  he  had 
bought  that  same  thing  at  home.  But  if  a  hundred  and  ten  mil- 
lion John  Smiths  pay  out  in  freights  billions  to  foreign  nations, 
the  nation  is  those  billions  poorer  as  against  if  it  ha.d  retained 
the  money  at  home,  because  the  national  wealth  that  is  traded 
in  around  the  circle  domestically  remains  the  property  of  the 
nation  as  a  whole;  but,  once  it  is  traded  abroad,  it  passes  from 
the  national  wealth,  particularly  in  such  matters  as  freights. 

The  other  maritime  nations  of  the  world,  having  centuries 
of  established  foreign  trade  relations  behind  them,  have  benetfis 
that  we  in  America  must  pay  a  price  and  suffer  time  to  bring 
to  us.  They  have  all  the  good  will  and  profit  that  come  from 
the  volume  of  established  trade.  They  have  that  experience 
which  comes  from  constant  operation.  But,  beyond  all,  the  other 
maritime  nations  of  the  world  have  the  benefit  of  lower  cost  in 
production  of  ships  and  lower  cost  in  operation  of  ships,  in 
many  instances  because  of  their  lower  standards  of  living.  No 
man  should  ask  an  American  on  the  sea  to  live  at  lower  stand- 
ards than  the  American  on  land. 

For  therre  several  reasons  we  can  have  no  American  mer- 
chant marine  save  that  we  pay  a  price  of  time  and  money  to 
get  the  volume  and  to  learn  the  business. 

If  it  is  proved  that  every  American,  be  he  inland  or  coastal 
dweller,  is  directly  interested  in  the  insurance  of  his  daily  wage,  in 
an  American  merchant  marine,  then,  if  it  is  necessary  to  pay  a 
price  to  insure  the  establishment  of  an  American  merchant 
marine,  it  becomes  the  duty  and  inures  to  the  profit  of  the 
nation  to  pay  that  price,  for  it  cannot  be  paid  by  any  group 
of  individuals  engaged  in  the  particular  enterprise  if  that  enter- 
prise must  for  any  length  of  time  be  carried  on,  because  of 


neremher   17. 


THE    TRAFFIC     WORLD 


1267 


national  reasons,  at  a  national  loss,  when  In  the  ultimate  the 
establishment  of  the  enterprise  Is  one  of  the  very  cornerstones 
of  Insured  national  weal. 

That  strategic  trade  routes  shall  be  Insured  to  America,  the 
Shipping  Hoard,  under  mandate  of  the  Jones  act,  through  which 
it  exists,  operates  Its  fleet  at  great  cost  to  the  government  and, 
under  certain  conditions,  to  the  great  Injury  of  private  capital, 
which  cannot  compete  with  the  government.  In  due  course 
nat  ional  aid  to  private  shipping  should  result  in  the  government's 
retirement  from  operation,  so  that  ultimately  no  increased  drain 
on  the  Treasury  would  be  involved,  and  through  profitable  pri- 
vate operation  permanency  would  be  insured  to  our  merchant 
manno,  private  initiative  and  enterprise  would  be  inspired,  and 
the  government  would  find  customers  for  its  large  fleet  of  ships. 

Only  through  national  aid  to  private  shipping  can  I  see  a 
market  created  for  the  government's  fleet — and  government  aid 
should  come  back  to  the  Treasury  many  times  over  in  increased 
sales  prices  we  will  get  for  our  nationally  owned  ships.  In 
some  form  or  other  all  the  successful  maritime  nations  have 
won  their  power  on  the  sea  through  government  aid  to  private 
operation.  What  is  here  and  now  proposed  for  America  is 
merely  in  line  with  accepted  practice,  at  some  stage  of  shipping 
in  each  country  the  world  throughout. 

No  mere  miracle  of  American  genius  can  establish  a  mer- 
chant marine,  for  efficiency  on  the  seas  naturally  belongs  and 
is  held  by  those  nations  who  have  the  most  practice  on  the 
seas.  Given  the  same  experience,  Americans  will  have  it  in 
fullest  measure — in  man  for  man,  given  opportunity  for  experi- 
ence, in  greater  measure  than  others. 

No  mere  miracle  of  American  ingenuity  can  win  in  short 
time  the  volume  of  business  and  assured  trade  routes  necessary 
for  profitable  operation.  This  requires  years  of  continued 
and  uninterrupted  operation.  The  great  empire  of  the  United 
States  never  could  have  been  conquered  unless  aid  had  been 
given  American  railroads  in  such  measure  as  man  never  dreamed 
of  aid  being  given  enterprise.  The  states  and  the  nation 
showered  upon  the  railroads  inestimable  natural  wealth  to  make 
their  building  possible  and  their  operation  possible  while  trade 
was  being  built  up. 

As  important  as  the  railroads  were  in  the  wresting  of  the 
empire,  so  now,  in  the  cycle  of  events,  transportation  on  the 
sea  becomes  a  paramount  issue  of  the  day,  unless  American 
statesmanship  is  bankrupt  and  American  vision  blind.  Shall 
we,  standing  in  our  own  light,  surrender  to  others  the  wealth 
of  opportunity  which  is  ours,  stupidly  and  blindly  holding  to 
fetishes  of  past  conditions?  Or,  recognizing  changes  from 
within  and  without,  shall  we  do  that  which  is  necessary  to  give 
to  our  children  the  same  opportunity  that  our  fathers  had  and 
that  came  to  us? 

Our  John  Smiths,  our  blind  John  Smiths,  our  ignorant  John 
Smiths,  our  narrow  John  Smiths,  our  insular  John  Smiths,  who 
know  nothing  and  care  nothing  about  the  shipping  business, 
should  at  least  tax  their  brains  to  learn  and  see  the  obvious — 
that  Bill  Jones'  goods  are  their  goods,  that  Bill  Jones'  pros- 
perity is  their  prosperity,  that  Bill  Jones'  adversity  is  their 
adversity,  and  that  unless  Bill  Jones  has  an  assured  foreign 
trade,  which  can  only  be  insured  through  American  bottoms, 
Bill  Jones  will  fail  to  prosper,  and  in  his  failure  John  Smith 
fails. 


CONTROL  OF  WATER   RATES 

The  Traffic   World   Washington  Bureau 

Enactment  of  legislation  giving  the  Shipping  Board  abso- 
lute control  of  water  rates  in  inter-coastal  trade  probably  will 
be  recommended  to  Congress  to  enable  the  board  to  deal  with 
the  situation  growing  out  of  rate  cutting  in  that  trade,  said 
Vice-President  Love,  in  charge  of  traffic  of  the  fleet  corpora- 
tion. Under  the  law  at  present,  the  carriers  file  maximum  rates 
with  the  board,  but  the  latter  has  no  power  to  prevent  them  from 
charging  less  than  the  maximum  rate. 

Mr.  Love  said  every  effort  was  being  made  to  hold  the 
inter-coastal  conference  together  in  order  to  stabilize  rates.  For- 
eign steamship  lines  have  abrogated  the  agreement  to  recognize 
a  differential  of  five  cents  on  flour  over  bulk  grains,  but  the 
Shipping  Board  is  continuing  the  agreement  on  the  differential 
with  the  millers.  Mr.  Love  said  the  agreement  with  the  millers 
had  been  revised  to  provide  that  rates  on  the  Benson  list  of 
manufactured  grain  commodities  to  the  United  Kingdom  and 
European  ports  would  be  revised  on  the  first  and  fifteenth  of 
each  month,  such  revision  to  be  based  on  the  average  of  the 
grain  rates  accepted  during  the  previous  fifteen  days. 


ST.   LAWRENCE   WATERWAY 

The   Traffic   World   Washington  Bureau 

Doubt  as  to  whether  the  Great  Lakes-St.  Lawrence  water- 
way to  the  ocean,  if  developed,  would  be  used  was  expressed 
by  Representative  Griffin  of  New  York,  in  a  speech  in  the  House 
in  opposition  to  the  project 

"The  interests  and  sections  which  are  clamoring  for  this 
project  have  the  New  York  Barge  Canal  at  their  disposal,  yet 


it  is  not  used.  I.UKI  year  the  barge  canal  carried  2,000,000  tons, 
although  its  total  capacity  in  upward  of  25,000,000  tons." 

Mr.  Griffin  said  the  contention  that  excessive  charge*  for 
the  transfer  of  freight  from  boats  to  cars  or  to  ocean  shlpB  at 
the  port  of  New  York  precluded  the  extensive  use  of  the  canal 
by  western  shippers  was  false  and  that  that  contention  wan 
only  a  part  of  the  wide  propaganda  invoked  for  the  popularizing 
of  the  St.  Lawrence  project  in  certain  quarters. 

Doubt  also  was  expressed  by  Mr.  Griffin  as  to  the  ability 
to  construct  a  vessel  which  could  navigate  the  Great  Lakes- 
St.  Lawrence  waterway  and  also  the  high  seas.  He  Bald  the 
probabilities  were  against  such  an  Innovation. 

As  a  representative  from  New  York  City  Mr.  Griffin  de- 
clared that  that  city  wan  not  opposed  to  the  project.  He  said 
he  believed  the  New  York  Barge  Canal  could  compete  succuss- 
fully  with  any  other  waterway  that  could  be  devised  by  the 
ingenuity  of  man. 

"There  is  too  much  ignorance  on  that  subject,"  said  ha. 
"I  confess  myself  to  have  been  ignorant  of  the  magnitude  and 
possibilities  of  the  barge  canal." 

Representative  Griffin  said  on  a  recent  trip  orer  the  canal 
he  had  been  amazed  at  its  magnitude  and  had  also  been  dis- 
mayed at  the  revelation  of  how  utterly  it  has  been  neglected 
by  the  shippers  of  the  country. 

In  response  to  a  question,  Mr.  Griffin  said  the  barge  canal 
did  not  pay — that  there  was  no  canal  in  the  United  States  that 
paid  today.  The  reason,  he  said,  was  the  opposition  of  the 
railroads. 

"Why,"  said  he,  "the  railroads  have  bought  canals  all  over 
the  country,  only  to  abandon  them.  Once  acquired,  they  have 
allowed  the  green  sedge  to  choke  their  course  and  the  water 
to  stagnate  within  their  banks.  They  have  persistently  strug- 
gled to  eliminate  or  destroy  all  waterway  rivalry.  I  urge  my 
friends  of  the  Northwest  to  give  the  barge  canal  a  trial. 

"I  am,  in  fact,  less  disappointed  with  them  than  I  am  with 
the  people  of  my  own  state.  The  merchants'  associations  and 
the  boards  of  trade  should  urge  the  people  of  the  state  of  New 
York  to  give  the  barge  canal  a  trial.  They  should  make  it 
known  that  it  is  not  a  canal  any  longer,  but  a  free  waterway, 
foolishly  neglected  by  those  who  might  profit  most  by  its  use. 
I  would  like  to  see  the  day  come  when  that  beautiful  waterway 
highway,  with  its  capacious  locks  and  splendid  terminals,  might 
be  used  to  its  fullest  capacity." 


EXPENSE  OF  IDLE  SHIPS 

The   Traffic   World    Washington  Bureau 

Joseph  W.  Powell,  president  of  the  Emergency  Fleet  Cor- 
poration, has  made  the  following  announcement  as  to  the  ex- 
pense of  taking  care  of  vessels  tied  up: 

Referring  to  steel  ships:  As  of  August  22,  1921,  there  were  740 
vessels  laid  up  at  an  average  annual  cost  for  wages,  subsistence,  fuel, 
wharfage,  tugs,  launches  and  miscellaneous  of  $12,233.16  per  ship. 
As  of  November  30,  there  were  1,038  vessels  laid  up  at  an  average 
annual  cost  for  wages,  subsistence,  fuel,  wharfage,  tugs,  launches 
and  miscellaneous  of  $5,250.84  per  ship.  For  comparative  purposes, 
taking  1,000  ships,  the  annual  cost  of  lay-up,  based  on  the  cost  of 
August  22,  1921,  would  have  been  $12,233,160.  whereas,  based  on  the 
figures  of  November  30,  the  annual  cost  would  be  $5,250,840.  This, 
on  the  basis  of  1.000  ships,  shows  a  reduction  of  $6.982.320. 

Referring  to  wood  ships:  As  of  August  22,  1921,  there  were  286 
vessels  laid  up  at  an  average  annual  cost  for  wages,  subsistence, 
fuel,  wharfage,  tugs,  launches  and  miscellaneous  of  $316.08  per  ship. 
As  of  November  14  there  were  263  vessels  laid  up  at  an  average  annual 
cost  covering  wages,  subsistence,  fuel,  wharfage,  tugs,  launches  and 
miscellaneous  of  $197.40  per  ship. 

For  comparative  purposes,  taking  a  mean  figure  of  275  ships,  the 
annual  cost  of  lay-up,  based  on  the  cost  of  August  22,  1921,  would 
have  been  $86,922,  whereas  based  on  the  figures  of  November  14,  the 
annual  cost  would  be  $61.285.  This,  on  the  basis  of  275  ships,  shows 
a  reduction  of  $25,637. 


SHIPPING   BOARD   REPORT 

The  Traffic   World  Washington  Bureau 

The  United  States  merchant  marine  had  a  total  deadweight 
tonnage  of  27,538,464  tons,  of  which  16,819,943  tons  were  regis- 
tered in  foreign  trade,  as  of  June  30,  1921,  according  to  the  fifth 
annual  report  of  the  United  Statas  Shipping  Board.  In  1910  the 
total  was  11,262.123  tons,  with  1,173,776  tons  registered  in  foreign 
trade,  and  in  1917,  13,306,556  tons,  of  which  3,661,164  tons  were 
registered  in  foreign  trade.  The  increase  in  tonnage  due  to  the 
war  is  reflected  in  the  1920  total  of  25,027,342  tons,  of  which 
15,692,631  tons  were  registered  in  the  foreign  trade. 

In  the  fiscal  year  1921  American  ships  in  foreign  trade  car- 
ried 39.8  per  cent  of  exports  and  imports  by  value  and  foreign 
ships  carried  60.2  per  cent.  In  the  fiscal  year  1920  American 
ships  carried  42.7  per  cent  and  foreign  ships  57.3  per  cent.  In 
1914,  American  ships  carried  only  9.7  per  cent  as  against  90.3 
per  cent  in  foreign  ships. 

The  report  of  the  treasurer  shows  that  in  the  fiscal  year 
ended  June  30,  1921,  the  excess  of  cash  outgo  over  cash  income 
of  the  board  as  a  whole  was  $82,419,005.65.  The  cash  Income 
was  $608,135,420.90  and  the  cash  outgo  was  $690,554,426.55. 

Section  28  of  the  merchant  marine  act,  to  which  the  Inter- 
state Commerce  Commission  directed  the  attention  of  Congress 
in  its  annual  report,  was  discussed  briefly  by  the  board,  which 
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said  it  had"  "instituted  a  study  of  the  provisions  of  section  28  and 
of  the  general  situation  with  reference  thereto,  with  a  view  to 
requesting  the  Interstate  Commerce  Commission  to  provide  the 
rate-structure  machinery  necessary  to  place  the  section  in  full 
effect  at  the  moment  the  American  merchant  marine  had  reached 
such  a  point  as  to  numbers  and  types  of  vessels  as  would  in- 
sure the  smooth  and  equitable  functioning  of  the  section  in  the 
manner  intended  by  the  Congress." 

In  the  fiscal  year  the  board  authorized  the  transfer  to  for- 
eign registry  of  401  vessels  of  202,283  gross  tons. 

"The  policy  of  the  board  has  been  to  authorize  transfers  to 
foreign  registry  only  in  such  cases  as  it  could  be  shown  that 
there  is  a  bona  fide  sale  and  that  the  purpose  of  the  transfer  is 
not  to  avoid  the  laws  of  the  United  States,"  the  board  said.  "It 
has  not. been  the  policy  of  the  board  to  approve  the  transfer  of 
large  steel  vessels  which  would  be 'of  value  to  the  American  mer- 
chant marine.  *  *  *  Owing  to  the  unusual  activity  in  the  oil 
trade  in  Mexico,  the  board  authorized  the  transfer  of  113  vessels 
to  Mexican  registry.  These  were  chiefly  barges  and  the  smaller 
types  adapted  to  the  transportation  of  oil  on  the  Panuco  River." 

The  board  said  that  perhaps  the  most  perplexing  conditions 
which  faced  American  ship  owners  and  operators  in  the  fiscal 
year  were  those  of  high  cost  of  operation,  declining  freight  rate, 
representation  abroad,  solicitation  of  cargo,  trained  personnel 
and  pier  facilities. 

"Of  these  conditions,"  the  report  states,  "the  board  aided 
directly  in  helping  to  solve  the  problems  of  declining  freight 
rates,  representation  abroad,  and  solicitation  of  cargo.  The 
adoption  of  the  conference  principle  of  rate-making  in  every  trade 
in  which  board  vessels  were  employed  prevented  an  unneces- 
sary decline  of  rates  below  operating  costs.  In  addition,  the 
activities  of  the  board  in  aligning  and  realigning  general  cargo 
services  to  prevent  overtonnaging  and  to  eliminate  competition 
between  managing  agents  of  board  vessels  also  had  an  effect 
upon  rates." 

On  June  30,  1921,  the  board  had  a  total  of  410  general  cargo 
berths,  of  which  393  were  between  United  States  and  foreign 
ports  and  coastwise  services  in  the  United  States,  and  17  be- 
tween foreign  ports.  A  further  subdivision  shows  that  of  the  410 
general  cargo  berths,  there  were  220  from  the  North  Atlantic, 
63  from  the  South  Atlantic,  69  from  the  Gulf,  and  27  from  the 
Pacific  coast. 

The  board  lost  a  total  of  eleven  vessels  in  the  fiscal  year 
1921  due  to  fire,  collision,  stranding  and  striking  rocks.  The 
estimated  loss  from  accidents  and  losses  is  given  as  $9,115,691.07, 
the  number  of  vessels  involved  being  1,838. 

Vessels  sold  but  returned  to  the  board  numbered  121,  with  a 
net  selling  price  of  $87,885,273.25.  The  board  sold  37  tugs  for 
$2,170,500,  and  41  uncompleted  wooden  hulls  for  $2,063,542.67. 

Vessels  sold  and  still  in  the  hands  of  purchasers  as  of  June 
30,  1921,  numbered  380,  with  a  deadweight  tonnage  of  1,851,902, 
and  a  net  selling  price  of  $293,907,429.54.  The  balance  unpaid 
as  of  June  30,  1921,  on  these  ships  was  $121,308,127.18. 

One  hundred  and  nineteen  interstate  water  carriers  were 
filing  tariffs  with  the  division  of  regulation  of  the  board  as  of 
June  30,  1921,  according  to  the  report  of  that  division.  This  was 
an  increase  of  20  over  the  iprevious  year.  During  the  year  car- 
riers filed  1,867  tariffs,  an  increase  of  415  over  the  previous  year. 

In  the  fiscal  year  1921,  218  ships  of  1,737,550  deadweight 
tonnage  were  delivered  by  the  construction  department  of  the 
division  of  construction  and  repairs.  This  tonnage  was  but 
30.5  per  cent  of  that  delivered  during  the  previous  fiscal  year. 
At  the  end  of  the  year  there  remained  to  be  constructed  but  24 
steel  contract  vessels,  totaling  276,800  deadweight  tons. 

"The  fiscal  year  with  which  this  report  deals  was  a  particu- 
larly interesting  one  from  an  operating  standpoint,"  the  division 
of  operations  said  in  its  report.  "The  working  conditions  which 
obtained  were  without  a  parallel  in  history,  and  the  whole  aspect 
of  the  shipping  problem  was  completely  altered. 

"At  the  beginning  of  the  year  freight  rates  in  the  open  mar- 
kets were  high,  because  of  the  shortage  of  available  tonnage,  but 
toward  the  latter  part  of  the  year  a  fall  in  values  began.  This 
was  brought  about  in  a  large  measure  by  the  increased  volume 
of  tonnage,  adverse  rates  of  exchange,  and  other  influences  which 
tended  to  reduce  the  volume  of  goods  offered  for  transportation. 

"Moreover,  the  collection  and  distribution  of  goods  was 
greatly  hampered  and  delayed  by  the  want  of  sufficient  trans- 
portation in  many  countries,  which  led  to  congestion  in  some 
ports  and  long  delays  in  the  loading  and  unloading  of  ships. 
These  delays  were  intensified  in  many  instances  by  prolonged 
strikes.  Ships  were  detained  for  long  periods  at  ports,  and  many 
had  to  sail  in  ballast  or  with  insufficient  cargoes.  Toward  the 
latter  part  of  the  fiscal  year  rates  had  fallen  to  such  an  extent 
that  owners  of  vessels  were  faced  with  the  question  of  either 
running  their  ships  at  a  heavy  loss  or  laying  them  up  until  the 
crisis  had  passed. 

"During  the  year  rates  declined  from  50  to  60  per  cent.  This 
falling  off  in  the  earning  capacity  of  ships  was  accompanied  by 
no  appreciable  reduction  in  the  cost  of  operation  charges,  save 
in  the  price  of  fuel.  Under  such  conditions  very  few  ships  were 
operating  at  a  profit  by  the  end  of  the  fiscal  year. 

"On  June  30,  1920,  the  Division  of  Operations  was  charged 
with  the  control  of  1,502  vessels  of  9,367,551  tons  deadweight. 


Additional  deliveries  of  new  tonnage  increased  these  figures  on 
June  30,  1921,  to  1,740  vessels  of  11,323,686  tons  deadweight,  of 
which  611  vessels  were  engaged  in  foreign  trade  to  all  the  prin- 
cipal ports  of  the  world.  The  analysis  of  this  traffic  for  the  lat- 
ter half  of  the  fiscal  year  indicated  results  satisfactory  in  com- 
parison with  the  relative  utility  in  commerce  of  ships  sailing 
under  other  flags. 

"During  the  fiscal  year  ended  June  30,  1921,  the  total  water- 
borne  foreign  commerce  of  the  United  States  aggregated  96,- 
084,582  cargo  tons,  the  deadweight  tonnage  of  the  vessels  enter- 
ing and  clearing  was  122,439,789,  and  the  total  arrivals  and 
departures  numbered  43,451  vessels.  Fifty-one  per  cent  of  all 
arrivals  and  departures  at  United  States  ports  were  American 
vessels,  as  well  as  51  per  cent  of  the  deadweight  tonnage  em- 
ployed, and  52  per  cent  of  the  total  cargo  tonnage  clearing  and 
entering  United  States  ports  moved  under  the  American  flag. 

"Twenty-one  thousand  two  hundred  and  seventy-five  foreign 
vessels  of  118,334,705  deadweight  tons  entering  and  clearing, 
handled  46,201,966  cargo  tons  of  our  foreign  commerce. 

"In  relative  efficiency,  as  indicated  by  the  percentage  of  load 
to  deadweight  tonnage,  the  American  percentage  is  40.7  per  cent 
and  the  foreign  39  per.  cent,  or,  in  other  words,  while  American 
vessels  required  2.45  deadweight  tons  to  transport  each  ton  of 
cargo,  foreign  vessels  used  2.57  deadweight  tons  per  cargo  ton. 

"Exports  constituted  62  per  cent  of  the  total  cargo  move- 
ment. Fifty  per  cent  of  the  clearances  and  deadweight  tonnage 
employed  in  export  trade  was  American,  but  carried  only  39  per 
cent  of  the  export  cargo  tonnage.  Fifty-two  per  cent  of  the 
entrances  and  deadweight  tonnage  employed  in  import  trade 
was  American  and  carried  73  per  cent  of  the  import  cargo  ton- 
nage." 

The  consolidated  balance  sheet  of  the  board  lists  its  assets 
as  of  June  30,  1921,  at  $3,070,599,518.40. 


BRITISH  COAL  COMPETITION 

The  Traffic   World   Washington  Bureau 

An  earnest  effort  to  find  a  way  whereby  American  coal  op- 
erators, the  American  merchant  marine,  and  American  railroads 
may  meet  the  fierce  competition  in  the  neutral  markets  of  the 
world  that  has  been  created  by  British  operators,  British  ship- 
ping and  British  railroads  was  made  at  a  conference,  December 
14,  held  under  the  auspices  of  Chairman  McChord  of  the  Inter- 
state Commerce  Commission,  Secretary  Hoover  of  the  Depart- 
ment of  Commerce  and  Commissioner  Thompson  of  the  Shipping 
Board.  They  brought  out  the  fact  that  British  coal  is  coming 
into  American  harbors  and  is  being  sold  in  New  York  at  the 
rate  of  between  160,000  to  200,000  tons  a  month  at  prices  below 
those  which  American  operators  can  meet  under  the  present 
freight  rates. 

Speaking  through  W.  L.  Andrews,  vice-president  of  the 
Consolidation  Coal  Company,  the  mine  operators  asked  the 
traffic  executives  assembled  in  the  room  to  make  a  reduction  of 
$1  a  ton  in  the  export  rates  on  coal.  The  traffic  executives, 
before  the  conference,  had  declined  to  make  such  a  reduction. 
They  said  it  was  too  heavy  a  sacrifice  to  ask  the  railroads  to 
make.  After  discussion  on  that  point  the  railroad  men  prac- 
tically admitted,  however,  that  what  they  really  feared  was 
not  so  much  the  loss  of  revenue  as  the  possible  effect  on  do- 
mestic coal  rates. 

Secretary  Hoover  said  the  question  to  be  solved  was  what 
Americans  could  do,  not  merely  to  get  their  coal  into  highly 
competitive  markets,  but  to  preserve  the  markets  in  the  West 
Indies  they  had  before  the  war.  He  said  that,  the  British,  ac- 
cording to  cables  he  had  received  the  day  before,  were  quoting 
coal  from  $1.50  to  $2.25  a  ton  lower  than  the  quotations  of 
Pocahontas  coal.  He  said  the  British  had  gone  into  the  Med- 
iterranean markets,  not  merely  to  meet  the  prices  made  by 
American  salesmen,  but  with  quotations  away  below  American 
prices.  Obviously  their  effort  was  to  not  merely  get  a  share 
of  the  business,  but  to  get  all  of  it.  He  added  that  the  British 
had  not  only  made  efforts  of  the  kind  indicated,  for  the  purpose 
of  regaining  the  Mediterranean  markets,  but  had  invaded  the 
West  Indies  with  offers  to  supply  as  much  as  750,000  tons  at 
prices  which  were  lower  than  could  be  made  by  the  Americans, 
even  if  the  latter  were  successful  in  their  efforts  to  obtain  a 
reduction  of  $1  in  the  freight  rates. 

The  railroad  executives  were  not  in  a  position  to  make 
any  definite  answers  to  the  representations  that  were  made  to 
them.  Speaking  through  Vice-President  F.  M.  Whitaker,  of  the 
Chesapeake  &  Ohio,  they  said  that  they  had  told  their  presidents 
that  the  reduction  should  not  be  made  and  therefore  they  were 
not  in  a  position  to  promise  a  reversal  of  that  without  con- 
sultation with  their  superiors. 

At  the  suggestion  of  Chairman  McChord,  a  committee  to 
consider  the  whole  matter  was  appointed  to  represent  the  In- 
terests and  agencies  participating  in  the  conference.  That  com- 
mittee consists  of  W.  V.  Hardie,  of  the  Interstate  Commerce 
Commission,  J.  B.  Smull,  vice-president  of  the  Emergency  Fleet 
Corporation,  in  charge  of  charters;  F.  R.  Wadleigh,  of  the  De- 
partment of  Commerce;  F.  M.  Whitaker,  the  railroads;  and 
T.  F.  Farrell,  the  operators.  That  committee  is  to  have  what 
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is  hoped  will  be  a  final  session  December  21,  for  the  promulga- 
tion of  a  scheme  for  meeting  the  situation. 

Commissioner  Lewis  asked  the  railroad  men  tin;  direct  ques- 
lion  if  the  Interstate  Commerce  Commission  could  protect  the 
other  coal  business  of  the  railroads  from  the  effects  of  the 
proposed  reduction  for  export  coal,  would  they  be  willing  to 
go  into  this  European  competition.  The  railroad  men,  speaking 
through  Mr.  Whitaker,  suggested  that  the  sacrifice  asked  of 
the  railroads  was  too  great. 

"We  are  all  in  the  same  boat,"  said  Secretary  Hoover;  "we 
know  that  the  railroads  are  not  making  any  money  and  that 
i  In-  mine  operators  will  not  make  any  money  if  they  make 
their  prices  such  as  will  be  necessary  to  enable  them  to  retain 
any  of  the  business  they  have  been  doing  before  and  during 
the  war.  It  is  not  a  question  of  who  shall  make  the  greatest 
sacrifice.  With  costs  of  production  from  $1.90  up  to  $2.10  per 
ion,  it  is  obvious  that  the  operators  cannot  make  a  reduction 
which  alone  would  enable  them  to  retain  any  of  their  business 
overseas.  It  is  also  obvious  that  if  the  Shipping  Board  is  willing 
to  give  the  use  of  its  vessels  at  the  cost  of  operation,  the  Amen 
can  ships  will  not  make  a  dollar." 

Commissioner  Thompson,  for  the  Shipping  Board,  said  that 
the  board  would  make  charters  to  the  mine  operators  barely 
high  enough  to  meet  the  cost  of  operation  as  soon  as  they 
showed  they  were  ready  to  go  into  the  business  of  competing 
with  the  British. 


RATES   ON   WOOL,   ETC. 

The  Traffic   World   Washington  Btirear 

In  Docket  No.  11,  Boston  Wool  Trade  Association  vs.  Mer- 
chants' &  Miners'  Transportation  Company,  the  Shipping  Board 
has  dismissed  the  complaint  on  a  finding  that  the  practice  of 
the  respondent  in  the  spring  and  summer  of  1920  in  accepting 
only  as  less-than-carload  traffic,  and  applying  less-than-carload 
rates  thereto,  certain  shipments  of  wool  and  related  articles 
was  not  shown  to  be  unjust  or  unreasonable.  It  also  held  that 
the  practice,  under  existing  embargoes,  of  accepting  shipments 
of  wool  only  after  application  for  and  apportionment  of  space, 
had  not  been  shown  to  be  unduly  preferential  to  shippers  of 
other  commodities  or  unduly  prejudicial  to  shippers  of  wool. 

The  report  of  the  board,  written  by  Examiner  H.  E.  Mang- 
hum,  in  charge  of  the  division  of  regulation,  set  forth  that  the 
complainant  alleged  that  the  practices  of  the  Merchants  &  Miners 
in  issue  were  unjust,  unreasonable,  unduly  prejudicial,  and 
preferential  with  respect  to  the  shipment  of  wool  and  related 
articles  between  Boston  and  Philadelphia.  The  association 
asked  the  board  to  effect  a  discontinuance  of  the  practices  and 
to  award  reparation. 

"The  action  of  the  respondent  carrier  in  refusing  to  accept 
and  transport  shipments  at  carload  rates  was  predicated  upon 
the  existence  of  the  embargoes  against  carload  traffic  then  in 
effect  (during  spring  and  summer  of  1920)  and  the  question  at 
issue  resolves  itself  into  a  determination  of  whether  the  em- 
bargoes were  properly  invoked,"  the  board  said.  "The  right 
of  a  common  carrier  to  declare  an  embargo  when  the  circum- 
stances warrant  such  action  is  established,  as  is  also  the  fact 
that  the  necessity  for  placing  embargoes  is  a  matter  to  be 
determined  in  the  first  instance  by  the  carrier.  On  the  other 
hand  an  embargo  is  an  emergency  measure  to  be  resorted  to 
only  where  there  is  congestion  of  traffic,  or  when  it  is  impos- 
sible to  transport  the  freight  offered  because  of  physical  limita- 
tions of  the  carrier." 

The  board  said  there  was  no  convincing  evidence  in  sup- 
port of  the  contention  of  complainant  that  the  embargoes  were 
placed  by  the  carrier  in  order  to  increase  its  revenue  and  were 
not  justified  by  the  traffic  conditions  then  prevalent. 

"On  the  contrary,"  the  report  said,  "ample  evidence  is  of 
record  with  respect  to  the  severely  congested  condition  of  traffic 
during  the  period  under  consideration.  Contemporaneous  em- 
bargoes were  in  effect  by  rail  carriers  which  diverted  to  the 
water  lines  considerable  volumes  of  traffic  ordinarily  handled  by 
the  railroads.  *  *  *  Evidence  of  record  clearly  shows  that 
in  common  with  the  experience  of  other  carriers,  both  rail  and 
water,  the  respondent  carrier  found  the  situation  beyond  its 
control  and  that  under  the  circumstances  the  exercise  of  its 
right  to  seek  to  remedy  conditions  through  the  medium  of  em- 
bargoes was  justified." 

As  to  the  portion  of  the  complaint  alleging  undue  prefer- 
ence in  favor  of  shippers  of  other  commodities  because  of  the 
practice  of  the  carrier  in  apportioning  available  space  in  Its 
vessels  among  shippers  of  wool  pursuant  to  a  clause  in  Its  em- 
bargoes which  provided  that  shipments  of  wool  would  only  be 
accepted  after  arrangements  for  space  had  been  made  with  the 
forwarding  agent  of  the  carrier,  the  board  said  the  carrier  sub- 
mitted that  the  purpose  of  this  practice  was  to  insure  a  degree 
of  service  to  all  shippers,  and  that  if  all  the  wool  offered  for 
transportation  had  been  accepted  no  other  commodities  could 
have  been  transported.  It  was  further  testified,  the  board  said, 
that  the  space  in  the  vessels  of  the  respondent  was  apportioned 
as  equitably  as  possible  among  the  shippers  who  had  previously 
notified  the  forwarding  agent  that  they  had  wool  to  move,  in  con- 


sequence of  which  all  shippers  were  able  to  have  some  of  their 
traffic  handled  on  each  sailing. 

The  board  said  a  table  submitted  In  evidence  showed  that  In 
the  weeks  ending  March  «  to  April  3,  Inclusive,  lii-'o.  over  31 
per  cent  of  the  total  tonnage  handled  was  wool,  and  that  with 
possibly  one  or  two  exceptions  thin  commodity  comprised  the 
largest  tonnage  of  the  cargo  of  each  vessel  operated. 

"Moreover,"  the  board  said,  "the  volume  of  wool  shipments 
between  Boston  and  Philadelphia  was  staled  by  the  complain- 
ant to  exceed  that  between  any  other  two  points  in  the  United 
States,  corroborating  the  testimony  of  the  carrier's  witnesses  that 
a  special  rule  of  treatment  for  wool  was  necessary  during  the 
embargo  period  in  order  that  other  commodities  as  well  might 
move." 


CAPE  COD  CANAL  PURCHASE 

The  Traffic   World   Washington  Bureau 

Representative  Winslow,  chairman  of  the  House  committee 
on  interstate  and  foreign  commerce,  has  introduced  a  bill  (H. 
R.  9489)  providing  for  the  purchase  by  the  government  of  the 
Cape  Cod  Canal.  Such  purchase  has  been  recommended  to  Con- 
gress by  the  Secretary  of  War  on  the  ground  that  the  govern- 
ment should  control  It  in  the  interest  of  the  national  defense. 

The  bill  would  appropriate  $5,500,000  to  be  expended  by  the 
Secretary  of  War  for  the  acquisition  of  the  property  In  accord- 
ance with  a  contract  executed  by  the  Boston,  Cape  Cod  and  New 
York  Canal  Company,  and  to  pay  the  interest  on  an  outstanding 
bond  issue  of  $6,000,000  on  the  property,  falling  due  January  1, 
1922.  The  government  would  assume  the  bond  issue,  so  that 
the  total  cost  of  the  property  would  be  $11,500,000. 

The  canal  property  was  under  federal  control  and  the  com- 
pany's claim  for  compensation  was  referred  to  a  board  of  referees 
appointed  by  the  Commission.  The  board  held  that  It  was  un- 
able on  the  evidence  submitted  to  find  and  report  any  sum  of 
money  as  the  just  compensation  to  be  paid  by  the  United  States 
for  the  use  of  the  property. 

The  canal  extends  from  Cape  Cod  Bay  to  Buzzards  Bay  in 
Massachusetts.  Before  the  board  of  referees  the  company  con- 
tended the  property  was  worth  $16,801,201.  The  government 
brought  condemnation  proceedings  to  acquire  the  property  on 
April  1,  1919,  but  no  final  decree  has  been  obtained. 


REPORT  OF  WATERWAYS  SERVICE 

The  Traffic   World   Washington  Bureau 

In  the  annual  report  of  the  inland  and  coastwise  waterways 
service  of  the  War  Department  the  following  table  was  sub- 
mitted as  "a  concise  and  consolidated  statement  of  the  final  re- 
sults of  operation  on  the  four  federal  barge  lines"  which  were  in 
operation  the  fiscal  year  ended  June  30,  1921: 

New  York  Intra-  Mississippi  Warrior 

Barge  Canal  coastal  River  River 

section.1  division.2  section.  section. 

Months  in  operation 8  4  12  12 

Tons    hauled    141,154  18.958  237.268  217942 

Cash   deficit    $670,010.28  $38.369.72  $238,145.71  $383.700.19 

Depreciation  charge   $215.091.30  $19.102.64  $264.491.30  $95.897.80 

Total  operating  deficit...   $885.101.58  $57,472.36  $502,637.01  $479.597.99 

1  Includes  operating  figures  from  Oct.  15.  1920.  to  Feb.  28.  1921,  for 
intracoastal  division. 

2  Covers  period  Mar.  1  to  June  30.  1921.  as  independent  section. 

Operations  on  the  New  York  canal  section  were  discon- 
tinued on  March  29,  1921.  under  the  Wadsworth  amendment  to 
the  transportation  act.  The  intracoastal  route  between  Balti- 
more and  New  Bern,  N.  C.,  was  continued  separately  under  an 
acting  general  manager  with  headquarters  at  Baltimore. 

"While  none  of  the  lines  has  shown  an  operating  profit  for 
the  year,"  the  chief  of  the  division  stated,  "one,  the  Mississippi, 
has  changed  for  the  past  three  months  from  a  losing  venture 
to  one  of  gain  and  has  earned  a  steady  net  profit  for  the  months 
of  April,  May,  and  June,  amounting  to  $22.885.92,  after  setting 
aside  a  reserve  depreciation  in  equipment  amounting  to  the  very 
considerable  sum  of  $87,871.05.  This  gratifying,  though  not  at  all 
unexpected  profitable  result  on  one  waterway  at  least  has  been 
effected  by  putting  into  commission  the  four  new  powerful  mod- 
ern towboats  completed  during  the  year.  With  the  addition  of 
the  remaining  two  under  construction,  now  96  per  cent  finished, 
and  the  completion  of  the  system  of  terminals  now  under  con- 
struction at  St.  Louis.  Cairo.  Memphis,  and  New  Orleans.  I  have 
no  doubt  that  henceforth  the  net  profits  of  the  Federal  barge 
line  on  the  Mississippi  will  be  substantial  and  regular  and  of  an 
amount  sufficient  to  overcome  in  a  very  large  measure  any  loss 
sustained  by  continued  government  operation  on  the  two  other 
waterways,  now  the  subjects  of  experiment  as  a  means  of  reg- 
ular transportation. 

"The  practical  completion  and  putting  into  commission  of 
all  of  the  new  equipment  designed  for  the  several  lines,  the 
actual  start  in  the  construction  of  a  coordinated  system  of  mod- 
ern terminals,  the  sale  of  the  equipment  and  the  abandonment 
of  government  operation  on  the  New  York  Canal,  not,  however, 
until  it  had  demonstrated  the  practical  commercial  soundness 
of  the  enterprise  to  the  satisfaction  of  well-informed  business 
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men  the  inauguration  of  the  Federal  barge  line  service  on  the 
intracoastal  route,  these  are  the  major  outcomings  of  the  year's 
operation  of  the  service." 

Discussing  the  Mississippi  river  section,  the  report  stated 
that  the  total  freight  revenue  for  the  year  was  $1,041,540.42,  and 
the  operating  deficit  $502,637.01,  of  which  $264,491.30,  or  52.5 
per  cent  was  accrued  depreciation,  leaving  a  net  cash  profit  of 
$238,145.71. 

The  encouraging  thing,  the  report  said,  was  that  when  the 
gross  revenue  rose  above  $100,000  a  month,  as  was  the  case  in 
the  last  three  months  of  the  fiscal  year,  the  deficits  ceased 
and  the  Mississippi  section  began  to  earn  its  operating  expenses, 
"including  the  high  depreciation  previously  mentioned,  and  be- 
gan to  accumulate  surplus  earnings." 

"In  this  connection,"  the  report  said,  "it  may  be  of  interest 
to  note  that  these  surplus  earnings  are  improving  in  the  fiscal 
year  1921-22.  At  the  time  of  completion  of  this  report  there 
are  available  the  estimated  earnings  for  July  with  a  surplus  of 
$25,000  and  August  with  $50,000  applicable  to  surplus  after  meet- 
ing all  operating  costs,  including  accrued  depreciation. 

"The  best  evidence  of  the  inherent  merit  of  the  project  on 
the  Mississippi  River  is  the  fact  that  with  the  addition  of  power 
and  the  transportation  of  freight  in  reasonable  volume  the 
deficits  are  reduced  and  are  becoming  surpluses. 

"In  the  period  of  operation  to  June  30,  1919,  the  operating 
expenses  were  $702,821.36  and  the  revenues  only  $277,453.68. 

"In  the  last  half  of  1919  the  operating  expenses  were  $436,- 
599.09  and  the  revenue  $167,205,04. 

"In  the  first  half  of  1920  the  operating  expenses  were  $710,- 
168.19  and  the  revenues  $367,230.48. 

"In  the  first  half  of  1921  the  operating  expenses  rose  to 
$815,087.07  and  the  revenues  also  rose  to  $721,731.59. 

"This  last  period  saw  the  beginning  of  operation  with  the 
new  power  and  the  tonnage  rose  for  the  first  time  above  100,- 
000  tons  in  the  half  year. 

"The  book  deficit  from  operation  stands  at  $95,775.69  for  this 
last  half-year  period.  During  that  period  the  depreciation  set 
up  amounted  to  $162,945.94.  So,  during  this  period  on  the  Mis- 
sissippi no  expenditure  of  appropriated  funds  was  necessary  to 
maintain  operations.  On  the  contrary  the  service  earned  in  that 
period  $67,170.25  more  than  its  cost  of  operation. 

"In  the  last  three  months  of  this  period  the  service  earned 
$110,756.99  in  excess  of  the  actual  out-of-pocket  cost  of  operation. 
These  gains  are  increasing  since  the  beginning  of  the  new  fiscal 
year,  and  August  estimates  bring  the  surplus  above  operating 
costs  accrued  in  the  five  months  April  to  August,  inclusive,  up 
to  something  in  excess  of  $250,000." 

WAGES    OF    MARINE    LABOR 

Representatives  of  marine  labor  organizations  began  nego- 
tiations with  the  Shipping  Board  this  week  looking  to  the  exe- 
cution of  new  wage  agreements  to  take  the  place  of  the  ones 
which  expire  December  31,  1921.  The  organizations  represented 
in  the  conferences  were  the  National  Marine  Engineers'  Bene- 
ficial Association,  the  National  Association  of  Masters,  Mates 
and  Pilots;  the  Neptune  Association  of  Deck  Officers,  and  the 
National  United  Radio  Telegraphers'  Association. 


ALASKAN   TRANSPORTATION 

The  Traffic   World    Washington  Bureau 

The  Alaskan  railroad  is  serving  the  people  of  Alaska  to 
greater  extent  that  is  generally  realized,  Governor  Scott  C.  Bone 
said  in  his  annual  report  to  the  Secretary  of  the  Interior. 

"During  the  six  months  ended  April  30,  1921,"  said  he, 
"nearly  13,000  revenue  passengers  were  carried  767,000  passenger 
miles,  to  say  nothing  of  the  918,000  deadhead  passenger  miles 
made  for  strictly  railroad  business.  Thirteen  thousand  tons  of 
commercial  revenue  freight  were  transported  a  total  distance  of 
nearly  a  million  ton  miles  in  the  same  period  of  time. 

"The  completion  of  the  railroad  and  the  building  of  wagon 
road  feeders  will  give  impetus  to  all  the  industries  in  this  section 
of  the  territory. 

"The  inauguration  of  practical,  businesslike  policies  for  the 
territory  that  will  appeal  to  capital  and  people  alike  and  thus 
provide  tonnage  for  the  railroad,  becomes  imperative.  Coloniza- 
tion plans  should  at  once  be  worked  out  and  inducement  offered 
to  people  to  take  up  homesteads  on  all  the  farming  land  con- 
tiguous to  the  railroad." 

Discussing  steamship  service  to  Alaska,  Governor  Bone  said: 

"Separated  by  foreign  land,  as  well  as  by  water,  from  the 
United  States,  adequate  steamship  transportation  and  equitable 
ocean  rates  are  the  necessary  prerequisites  to  the  successful  oper- 
ation of  the  railroad  and  the  development  of  the  territory.  Steam- 
ship and  rail  are  equally  essential  and  mutually  dependent  utili- 
ties; Alaska  cannot  prosper  and  progress  without  either.  Three 
steamship  companies,  two  American  and  one  Canadian,  serve 
the  Alaskan  trade  as  common  carriers.  The  facilities  furnished  as 
a  whole  are  inadequate,  especially  in  the  summer  season,  when 
the  peak  of  traffic  is  reached. 

"The  wisdom  of  operating  vessels  of  the  United  States  Ship- 
ping Board  in  Alaskan  waters  is  regarded  as  of  questionable  ex- 


pediency. If  government-operated  steamship  lines  served  to 
put  established,  privately  owned  lines  out  of  commission,  which 
might  happen,  since  the  aggregate  of  tonnage  is  today  not  large, 
the  situation  might  easily  be  made  worse. 

"Unless  Congress  is  ready  to  sanction  and  embark  upon  a 
policy  of  unlimited  paternalism  for  Alaska  and  prepared  to  pay 
the  bills,  the  government  may  well  keep  out  of  the  steamship 
business — at  least  until  private  capital  and  individual  enterprise 
have  demonstrated  conclusively  their  inability,  under  proper 
regulation  and  control,  to  give  the  rates  and  service  which 
Alaska  requires  and  must  have  in  order  to  grow  and  prosper." 

However,  the  governor  believes  that  the  use  of  shipping 
board  vessels  should  be  authorized,  in  the  President's  discre- 
tion, to  meet  Alaska's  needs,  as  a  possible  alternative. 


SHIPMENTS    OF   TOMATOES 

"The  carload  movement  of  tomatoes  for  this  season  to  the 
end  of  November  was  over  16,000  cars,  compared  with  about 
15,000  cars  to  the  corresponding  date  last  season,"  according  to 
a  statement  by  the  Bureau  of  Markets  and  Crop  Estimates  of 
the  Department  of  Agriculture.  "The  last  of  November  is  close 
to  the  end  of  the  shipping  season,  although  a  few  carloads  are 
usually  moved  during  December,  most  of  which  are  shipped 
from  California. 

"The  increases  this  season  over  last  were  mainly  in  the 
early  southern  shipping  sections,  and  the  decreases  were  chiefly 
in  the  middle  western  states  and  New  Jersey.  Indiana  and  Illi- 
nois shipped  about  440  cars,  compared  with  1,490  last  season, 
and  New  Jersey  shipped  2,199  cars,  compared  with  2,334  last 
season.  California  and  Utah  also  show  some  decrease.  The 
early  southern  tomato  sections  which  ship  two-thirds  of  the 
entire  supply,  increased  their  combined  movement  by  about 
2,500  cars. 

"Tomato  shipments  this  season  slightly  exceeded  those  of 
any  recent  year.  The  volume  has  not  varied  much  above  or 
below  15,000  cars,  except  in  1917,  when  slightly  less  than  14,000 
cars  were  moved.  Increased  shipments  from  California  explain 
much  of  the  tendency  to  larger  totals  since  1917. 

"Florida,  with  a  nearly  steady  volume  of  around  4,000  cars 
yearly,  is  the  largest  shipping  section.  In  1921  shipments  from 
the  east  coast  of  Florida  were  reduced  as  a  result  of  damage 
by  rains  and  flooding,  but  the  west  coast  and  other  sections  of 
the  state  shipped  heavily.  The  result  was  a  total  for  the  state  of 
2,000  cars  larger  than  in  the  preceding  year.  The  active  market 
season  extended  through  six  months,  February  to  July,  which 
enabled  a  gradual  distribution  of  the  crop." 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Production  of  soft  coal  continues  to  plunge  downward,  and 
during  the  week  ended  December  3  touched  the  lowest  level 
reached  at  any  time  since  last  April,"  the  Geological  Survey 
said  in  its  current  coal  report.  "The  total  output,  including 
lignite  and  coal  coked,  was  approximately  7,077,000  net  tons. 
The  daily  rate — 1,179,000  tons — showed  a  decrease  of  16  per 
cent  in  comparison  with  the  rate  in  Thanksgiving  week. 

"The  all-rail  movement  of  coal  to  New  England  appears  to 
have  found  a  level  at  about  6,000  cars  a  week.  Reports  to  the 
American  Railway  Association  show  that  3,050  cars  of  anthracite 
and  2,786  cars  of  bituminous  coal  were  forwarded  through  the 
six  rail  gateways  over  the  Hudson  in  the  week  ended  Decem- 
ber 3.  When  compared  with  the  week  preceding  of  134  and 
142  cars,  respectively,  are  shown. 

"As  previously  indicated  by  the  decline  in  dumpings  at  the 
lower  Lake  ports,  receipts  of  coal  at  Duluth-Superior  Harbor 
decreased  sharply  during  November.  According  to  reports  from 
the  United  States  Engineer  Officer,  141,496  net  tons-  of  an- 
thracite and  325,457  net  tons  of  bituminous  coal  were  unloaded. 
Comparison  with  the  October  records  shows  decreases  of  115,- 
744  and  482,803  tons,  respectively. 

"Cumulative  receipts  during  1921  to  November  30  stood  at 
10,107,877  net  tons.  In  comparison  with  the  three  years  pre- 
ceding the  present  season  was  well  ahead  of  1920  and  1919,  and 
about  a  million  tons  behind  1918. 

"For  the  first  time  in  many  months  the  •movemenffit  of  soft 
coal  through  Hampton  Roads  fell  below  200,000  tons  per  week. 
Reports  show  that  a  total  of  174,408  net  tons  was  dumped  in  the 
week  ended  December  3.  In  comparison  with  the  last  week  in 
November,  this  was  a  decrease  of  100,090  tons. 

"The  principal  factor  in  the  decline  was  the  decrease  of 
40,422  tons  in  New  England  shipments,  which  totaled  only  134,- 
543  tons.  Foreign  demand  has  been  withdrawn  to  such  an  ex 
tent  that  only  5,209  tons  were  exported. 

"The  movement  of  soft  coal  by  tide  through  North  Atlantic 
ports  continued  to  decline  during  November.  Final  reports  show 
that  2,554,000  net  tons  were  handled  during  the  month  against  2,- 
812,000  tons  in  October.  This  was  a  decrease  of  258,000  tons,  or 
9.2  per  cent.  Shipments  to  New  England  were  33,000  tons  less 
than  in  October,  and  exports  dropped  to  238,,000  tons." 
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Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digeiti  of  National  Reporter 

System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS 
Common   Carrier  Cannot   Be  Compelled  to  Operate  Temporarily 

Constructed   Sidetrack  on    Land   Under  Privilege  Terminable 

at   Landowner's  Will: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  A  common 
carrier  railroad  cannot  be  required,  by  any  judicial  process,  to 
reconstruct  and  operate  a  sidetrack  or  other  facility  temporarily 
constructed  and  operated  on  land  adjoining  its  right-of-way, 
under  a  verbal  and  gratuitous  permission  of  the  owner  of  the 
land  and  an  agreement  between  him  and  the  owner  of  the 
railroad,  that  the  privilege  so  granted  should  be  terminable  at 
the  will  and  option  of  the  owner  of  the  land. — Malleable  Coal 
Co.  vs.  Potter  et  al.,  108  S.  E.  Kept.  900. 

Uncontradicted  testimony  of  such  owner  and  the  operators 
of  such  railroad,  to  the  effect  that  such  track  or  facility  was 
not  constructed  and  operated  within  the  limits  of  a  lease  exe- 
cuted by  the  former  to  the  latter,  which  is  very  general  and 
indefinite  as  to  the  land  covered  by  it,  aided  by  conduct  amount- 
ing to  a  practical  construction  of  the  lease,  excluding  the  loca- 
tion in  question  from  it,  warrants  the  dissolution  of  an  injunction 
inhibiting  the  landowner  from  tearing  up  such  track  and 
commanding  the  railway  company  to  resume  the  use  of  It. — 
Ibid. 


'Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


LOSS  OF,  OR   INJURY  TO  GOODS 

Shipper's  Receipt,  Given  Railroad  in  Return  for  Steamship  Re- 
ceipts, Not  Sufficient  Notice  of  Claim  for  Loss: 
(Supreme  Court,  Appellate  Division,  First  Department.) 
Shipper's  receipt,  given  railroad  in  exchange  for  steamship  re- 
ceipts received  by  railroad  on  delivery  of  billets  of  copper  to 
steamship  company,  reading:  "Ten  (10)  billets  *  *  *  in  dis- 
pute. If  on  board,  to-  be  delivered"— held  not  a  sufficient  notice 
of  claim  for  loss  of  the  10  billets,  under  bill  of  lading  requiring 
written  claim  for  loss  to  carrier  within  specified  period. — Calu- 
met &  Hecla  Mining  Co.  vs.  Delaware,  L.  &  W.  R.  Co.,  190  N.  Y. 
S.  410. 

CARRIAGE    OF    LIVESTOCK. 

Notice  to  Shipper,  After  Failure  to  Make  Connections,  Held  to 
Constitute  Delay  Under  Original  Shipping  Agreement: 
(Supreme  Court  of  Nebraska.)  Where  live  stock  is  tendered 
to  a  carrier  for  shipment  and  the  shipment  is  received  and  ac- 
cepted and  transportation  begun,  and  where  the  carrier,  through 
its  default,  fails  to  make  connections  with  another  carrier  and 
returns  the  cattle  to  its  pens  at  the  originating  point  of  shipment, 
to  hold  them  until  the  next  day,  for  the  purpose  of  delivery  to 
the  other  carrier  there,  the  fact  that  it  notifies  the  shipper  of  its 
failure  to  ship  and  informs  him  that  the  stock  will  be  forwarded 
the  following  day,  if  agreeable,  does  not  alone  amount  to  a  com- 
plete breach  and  a  termination  by  the  parties  of  the  original 
shipping  agreement  and  constitute  a  redelivery  of  the  stock  to 
the  shipper,  so  as  to  give  rise  to  a  new  agreement  for  shipment 
to  be  made  on  the  following  day,  but  constitutes  only  a  delay  in 
transportation  under  the  original  shipping  agreement. — Berliner 
vs.  Director-General  of  Railroads  et  al.,  184  N.  W.  Rep.  914. 
Measure  of  Damage  for  Delay: 

The  measure  of  damages  in  such  a  case  is  the  difference  be- 
tween the  value  of.  the  live  stock  at  the  time  and  place  they 
ought  to  have  been  delivered  and  their  value  at  the  time  of  their 
actual  delivery,  or  at  the  first  available  market  after  they  were 
actually  delivered. — Ibid. 
Evidence  as  to  Value: 

In  an  action  to  recover  for  damages  sustained  during  delay 
in  transportation  of  live  stock,  where  the  testimony  of  plaintiff 
and  defendant,  on  the  question  of  the  amount  of  damages  is  in 
sharp  conflict  and  evenly  balanced,  the  improper  admission  of  the 
testimony  of  one  offered  as  an  expert,  purporting  to  show  that 
the  damages  were  in  the  amount  contended  for  by  plaintiff,  held 
prejudicial  error. — Ibid. 

It  is  error  to  allow  a  witness,  offered  as  an  expert,  to  give 
his  conclusions  on  the  values  of  live  stock,  bearing  upon  the 
measure  of  damages,  where  the  hypothetical  question  put  to  him 


does    not   contain    sufficient   facts,    baited    upon    some   evidence 
Introduced,  to  fairly  reflect  an  Issue  tendered  by  the  case,  and 
to  furnish  a  sufficient  premise  upon  which  to  base  an  Intelligent 
conclusion.— Ibid. 
Carrier  Liable  for  Death  of  Sheep  Resulting  from  Unwholesome 

Matter  Furnished  by  Carrier: 

(Supreme  Court  of  Utah.)  In  an  action  for  death  of  part 
of  a  shipment  of  sheep,  evidence  that  the  sheep  were  allowed 
by  the  carrier  to  drink  alkaline  water,  that  such  water  often 
kills  sheep,  and  that  they  died  from  drinking  It,  held  to  consti- 
tute prima  facie  proof  of  the  complaint  as  against  motion  for 
nonsuit. — Byram  vs.  Payne,  Agent,  201  Pac.  Kept.  401. 

Where  the  carrier  undertakes  to  rest  and  water  sheep  car- 
ried under  an  interstate  shipment,  as  required  by  the  federal 
law,  it  must  furnish  wholesome  water,  and,  If  It  does  not,  and 
the  sheep  die  from  drinking  unwholesome  water,  the  carrier 
is  liable.— Ibid. 

Where  sheep  carried  in  an  interstate  shipment  died  from 
drinking  alkaline  water  furnished  by  the  carrier,  it  was  no  de- 
fense, in  an  action  against  the  carrier,  that  it  had  no  knowledge 
that  the  water  was  unwholesome,  It  being  the  carrier's  duty, 
under  federal  law,  to  furnish  wholesome  water. — Ibid. 

In  a  shipper's  action  for  damages  for  sheep  killed  during 
transportation  by  drinking  poisonous  water,  the  value  of  the 
sheep  held  sufficiently  proven  as  against  motion  for  a  nonsuit, 
although  testimony  of  value  at  an  intermediate  point  merely 
and  not  at  destination,  was  given  (citing  Dee  vs.  San  Pedro, 
L.  A.  &  S.  L.  R.  Co.,  50  Utah,  167,  167  Pac.  246).— Ibid. 

Where  a  part  of  a  shipment  of  sheep  died  from  drinking 
poisonous  water  furnished  by  the  carrier  en  route,  the  measure 
of  damages  was  the  market  value  at  destination. — Ibid. 

The  weight  of  testimony,  including  that  of  expert  witnesses, 
is  wholly  a  subject  for  the  jury's  determination,  and  it  Is  not 
within  the  province  of  an  appellate  court  to  pass  on  the  evi- 
dence and  say  that  the  opinion  of  the  jury  was  wrong. — Ibid. 

In  a  shipper's  action  for  the  death  of  sheep  from  drinking 
poisonous  water  furnished  by  the  carrier,  the  burden  was  on 
plaintiff  to  show  defendant's  negligence. — Ibid. 

In  a  shipper's  action  for  the  loss  of  sheep  through  drinking 
alkaline  water  furnished  by  the  carrier,  evidence  held  to  show 
that  the  condition  of  the  water  had  existed  so  long  that  notice 
of  its  unwholesomeness  was  imputed  to  the  carrier. — Ibid. 

In  a  shipper's  action  for  the  loss  of  sheep  through  drinking 
unwholesome  water  in  a  yard  furnished  by  defendant,  it  was 
not  error  to  exclude  the  shipping  contract  to  show  that  the 
shipper  himself  undertook  to  unload  the  sheep  and  that  he  was 
guilty  of  contributory  negligence,  no  such  defense  nor  any 
special  contract  having  been  pleaded. — Ibid. 

A  ruling  excluding  evidence  is  not  reversible  error  where 
no  exception  was  taken  thereto. — Ibid. 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

The  carriers  opened  their  side  of  the  case,  in  the  hearing  on 
the  consolidated  cases  involving  the  rates  on  iron  ore  from  the 
Michigan,  Minnesota  and  Wisconsin  ranges  to  the  upper  lake 
ports,  on  the  third  day,  December  9,  before  Examiner  Hosmer  in 
Chicago.  The  Soo  Line,  which  serves  the  Cuyuna  range  in  Min- 
nesota and  the  Gogebic  in  Michigan  and  Wisconsin,  and  the 
Great  Northern,  which  serves  the  Messabi  in  Minnesota,  intro- 
duced operating  witnesses  to  show  that  the  services  rendered  on 
iron  ore  were  of  a  special  character,  involving  more  expensive 
equipment  and  additional  labor  not  required  on  general  traffic. 
They  contended  that,  therefore,  the  rates  on  iron  ore  might  well 
yield  a  somewhat  higher  gross  revenue  than  general  traffic  and 
still  not  be  too  high. 

F.  J.  Gavin,  general  superintendent  of  the  lake  district  of 
the  Great  Northern,  went  to  some  length  to  explain  the  service 
rendered  by  his  line,  in  transporting  ore  from  the  Messabi  range 
to  the  docks  at  Allouez,  and  in  sorting,  grading  and  storing  it 
there  until  called  for  by  the  lake  steamers.  He  said  the  average 
haul  was  111.6  miles  loaded  and  118  miles  empty,  and  that  the 
loaded  movement  involved  an  average  of  5  miles  of  assembling 
haul  for  which  24  train  crews  were  constantly  employed  during 
the  ore  season. 

"No  unloading  service  Is  performed  on  carload  traffic  of  a 
general  nature,"  said  Mr.  Gavin.  "Ore  must  not  only  be  un- 
loaded but  must  be  sorted  in  pockets  in  the  docks,  of  which 
there  are  over  1,500,  and  requires  the  use  of  expensive  facilities 
in  the  way  of  classification  tracks." 

The  witness  said  that  an  average  of  210  cars  of  unclassified 
ore  were  received  at  the  Allouez  docks  daily,  and  that  these  cars 
were  often  held  in  the  yards  for  over  five  days,  the  average  being 
something  over  three.  "And  each  day,"  he  said,  "means  at  least 
one  switching  movement,  to  say  nothing  of  the  necessity  or  re- 
weighing  when  the  ore  is  finally  classified." 

In  the  period  from  1910  to  1920,  Mr.  Gavin  said,  the  Great 
Northern  spent  over  $1,500,000  in  building  off-line  tracks  into  ore 
properties,  an  expense  that  is  always  borne  by  the  industry 
served,  in  the  case  of  general  traffic.  Changes  in  these  tracks 
and  in  the  main  line  of  the  road  due  to  location  of  ore  bodies, 
he  said,  cost  the  Great  Northern  $169,000  In  the  same  period. 
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He  compared  the  service  rendered  by  the  Great  Northern  on  ore 
belonging  to  independent  companies  with  that  given  by  the  Du- 
luth,  Messabl  &  Northern  to  ore  belonging  to  the  steel  corpora- 
tion, which,  he  said,  had  so  co-ordinated  its  various  transporta- 
tion facilities  to  make  extensive  sorting  and  storage  services 
unnecessary. 

Continuing  his  explanation  of  the  services  rendered  by  the 
Great  Northern,  on  iron  ore  from  the  Messabi  range  to  Allouez, 
F.  J.  Gavin,  general  superintendent  of  the  Lake  district,  Decem- 
ber 10,  told  of  the  difficulty  of  switching  cars  at  ore  stock  p'les 
compared  with  switching  at  pits  and  shafts.  He  said  the  crews 
had  to  stay  with  the  engines  while  the  cars  were  being  loaded 
so  as  to  move  succeeding  cars  into  position  as  fast  as  needed. 
In  1920,  he  said,  when  stock-pile  loadings  represented  13.3  per 
cent  of  the  total  of  289,786  cars,  the  cost  per  car  of  such  serv- 
ices was  $3. 

Forty  cars  was  a  maximum  day's  work  for  each  of  the  24 
crews  engaged  in  assembling  the  ore  cars  at  the  yards  at  Kelly 
Lake,  said  the  witness,  and  30  crews  and  an  average  of  425 
laborers  were  required  at  the  docks  to  unload  and  grade  the  ore, 
about  1,000  cars  being  handled  in  a  day. 

"Would  you  say  that  30  engine  crews — that  is  10  engines, 
three  shifts — and  425  laborers  could  take  care  of  the  delivery 
and  spotting  of  1,000  cars  of  general  freight  at  one  of  your  big 
terminals,  St.  Paul,  for  instance?"  asked  F.  L.  Ballard,  attorney 
for  Menominee  interests. 

"I  would  say  1,000  cars  would  be  a  little  high,"  answered 
the  witness. 

Another  one  of  the  difficulties  that  ore  carriers  have  to  con- 
tend with,  that  is  not  met  with  in  the  handling  of  general  traffic, 
was  explained  by  C.  E.  Lytle,  general  superintendent  of  the 
Duluth,  South  Shore  &  Atlantic,  at  Marquette. 

"We  have  had  several  severe  cave-ins  within  the  past  ten 
years,"  he  said,  "that  have  cost  us  thousands  of  dollars,  in  many 
instances  rendering  our  main  tracks  unfit  for  use  for  consider- 
able lengths  of  time,  and  in  one  case  causing  the  abandonment 
of  over  four  miles  of  main  track.  In  addition,  there  have  beeri 
a  number  of  minor  accidents  of  the  same  kind,  all  of  which  were 
annoying  and  expensive. 

"Even  when  these  cave-ins  cause  no  particular  direct  damage, 
they  induce  settlings  and  we  are  forced  to  spend  thousands  of 
dollars  annually  to  block  up  tracks  so  that  they  can  be  used." 

Mr.  Lytle  said  that  the  tracks  of  the  D.  S.  S.  &  A.  ran 
through  hilly  country  and  were  full  of  curves  and  difficult  grades. 
The  ore  tonnage,  he  said,  had  been  falling  off  steadily  since  the 
entrance  of  the  Lake  Superior  &  Ishpeming  into  the  Marquette 
range.  It  cost  his  company  a  total  of  $75,000,  exclusive  of  over- 
head, to  handle  704,000  tons  of  ore  on  the  Marquette  docks  in 
1920,  he  said,  which  showed  that  the  10  cents  a  ton  dockage 
charge  proposed  by  the  complainants  would  not  even  pay  labor 
and  material  costs  for  that  service. 

The  so-called  corporation  railroads,  the  Duluth,  Messabi  & 
Northern,  and  the  Duluth  &  Iron  Range,  which  handle  most  of 
the  steel  corporation's  ore  tonnage  from  the  Messabi  and  Ver- 
milion ranges  in  Minnesota  to  Duluth,  Superior  and  Two  Har- 
bors, began  the  presentation  of  their  side  of  the  case,  under 
the  direction  of  Attorney  George  W.  Morgan,  December  12. 

W.  H.  Woodbury,  a  valuation  expert,  was  the  first  witness 
called.  Using  the  Commission's  unit  bases,  he  produced  a  re- 
production cost  for  the  two  properties  which  he  said  was  a 
more  proper  figure  on  which  to  base  percentage  earnings  than 
the  book  value  advanced'  by  the  complainants.  He  was  followed 
by  George  W.  Watts,  dock  agent  for  the  D.  &  I.  R.  at  Two  Har- 
bors, who  contended  that  it  was  the  steel  corporation's  ore  that 
paid  most  of  the  rates  anyway,  and  that  the  independent  com- 
panies had  no  cause  for  complaint,  at  least  so  far  as  his  line 
was  concerned.  He  arrived  at  this  conclusion  by  comparing 
the  two  classes  of  tonnage,  corporation  and  independent,  with 
the  amount  of  time  each  required  for  handling.  Due  to  the 
efficiency  with  which  the  corporation  was  integrated,  he  said, 
it  was  always  possible  to  load  its  tonnage  into  vessels  with  less 
delay  than  was  possible  with  independent  ore.  Although  the 
two  tonnages  were  divided  about  66  to  34  per  cent,  the  cor- 
poration's being  the  larger,  he  said  that  his  investigations 
showed  that  corporation  ore  was  handled  from  the  range  to  the 
hold  in  an  average  time  of  4  days  and  12  hours  per  car.  Inde- 
pendent ore,  on  the  other  hand,  he  said,  took  almost  twice  as 
long  to  handle. 

It  cost  the  Great  Northern  $31.05  to  handle  a  car  of  iron 
ore  from  the  Minnesota  ranges  to  the  boat  hold  at  Duluth  during 
1920,  according  to  V.  P  Turneburke,  statistician,  who  testified 
at  the  iron  ore  hearing,  December  13.  This  figured  out,  he 
said,  as  71  cents  a  ton  for  the  average  loaded  haul  of  111.4 
miles,  or  1  cent  more  than  the  rate  asked  by  the  complainants 
He  spent  the  greater  part  of  the  day  going  over  cost  and  statis- 
tical exhibits  put  in  at  the  earlier  hearing  by  the  complainants 
and  pointing  out  what  he  considered  errors  and  false  deductions. 
He  objected  particularly  to  the  use  of  6  per  cent  as  a  fair  return 
on  property  investment. 

"We  were  compelled  to  borrow  money  at  7  per  cent  during 
1920."  he  said,  "and  our  best  securities  had  to  be  sold  on  the 
market  to  yield  the  purchaser  around  8%  per  cent." 

He  also  said  it  was  not  fair  to  assume  that  iron  ore  should 


pay  a  stated  return  on  the  valuation  on  the'  lines  and  equip- 
ment which  it  used,  but  should  be  considered  as  part  of  the 
entire  tonnage  of  the  system. 

"If  every  branch  line  was  expected  to  pay  a  return  on  its 
own  investment,"  he  said,  "most  of  them  would  have  to  be 
abandoned." 

Steel  and  iron  interests  are  in  no  worse  shape  financially 
than  the  railroads,  according  to  G.  R.  Martin,  operating  vice- 
president  of  the  Great  Northern,  who  testified  December  14. 
If  business  conditions  were  to  be  taken  into  consideration  by 
the  Commission  in  settling  the  controversy,  he  said,  they  might 
well  order  the  rates  from  the  producing  ranges  to  the  upper  lake 
ports  doubled. 

"The  steel  interests  do  not  realize  that  they  are  working 
against  themselves  in  this  case,"  he  said.  "A  15-cent  reduction 
on  ore  cannot  possibly  be  a  deciding  factor  in  their  business 
prosperity,  but  it  can  do  much  to  keep  the  railroads,  their  best 
customers,  from  making  prosperity  for  them  by  buying  their 
products." 

He  pointed  out  that  the  eastern  lines  would  be  the  bene- 
ficiaries if  the  steel  business  were  to  revive,  for  those  lines  have 
the  long  hauls  of  coal,  fluxing  stsne  and  other  raw  materials 
into  the  plants,  and  the  long  hauls  on  manufactured  products 
out.  It  was  not  fair,  he  said,  to  attempt  to  make  the  northern 
lines  forego  the  small  profit  they  made  on  short  haul  ore  traffic, 
practically  their  only  share  of  the  steel  tonnage,  in  order  to 
produce  revenue  for  the  eastern  roads. 

As  a  matter  of  fact,  he  said,  the  ore  rates  collected  by 
his  road  were  very  low.  He  claimed  that  although  the  ton- 
nage of  ore  represented  44  per  cent  of  the  entire  tonnage  hauled 
by  the  Great  Northern,  on  account  of  its  short  average  haul 
it  returned  only  13.5  per  cent  of  the  total  revenue.  Other  traffic, 
on  the  whole,  he  said  enjoyed  an  average  haul  nearly  four  times 
as  great  as  ore  on  his  line. 

Statistics  of  tonnage  and  revenue  derived  from  ore  traffic 
on  the  Great  Northern  and  the  North  Western  roads  were  put 
in  at  the  ore  hearing,  in  Chicago,  December  15.  P.  B.  Beidel- 
man,  assistant  general  freight  agent  for  the  Great  Northern, 
introduced  a  number  of  exhibits  which  he  said  justified  the 
rate  of  $1  per  ton  charged  for  hauling  the  ore  from  the  Messabi 
range  to  Allouez.  He  said  one  of  the  reasons  was  the  shortness 
of  the  ore  season,  which  was  governed  by  the  period  of  lake 
navigation.  Ore  equipment,  he  said,  was  idle  during  the  winter 
months.  The  earnings  per  ton-mile  on  iron  ore,  under  the  pres- 
ent rate,  averaged  only  8.51  mills  figured  on  the  weighted  av- 
erage haul,  he  said. 

"It  is  particularly  interesting  to  note,"  said  the  witness, 
"that  the  average  yearly  price  of  non-bessemer  ore  at  the  mines 
has  increased  154  per  cent  since  1901,  whereas  the  freight  rate 
to  the  docks  has  increased  only  82  per  cent.  Bessemer  ore 
increased  112  per  cent  in  price  during  the  same  period. 

Statements  that  the  Duluth  &  Iron  Range  and  the  Duluth, 
Messabi  &  Northern  had  piled  up  immense  surpluses  since  1912 
were  denied  by  H.  Johnson  and  Joseph  Seifert,  auditors  for 
those  two  roads.  Mr.  Seifert  said  that  even  on  the  basis  used 
for  figuring  the  surplus  for  the  D.  M.  &  N.  by  the  complainants, 
the  correct  surplus  would  have  been  $28,580,000  instead  of  the 
$45,580,000  alleged.  His  figures  showed,  however,  he  said,  that 
the  real  surplus,  figured  on  a  return  of  6  per  cent  on  the  repro- 
duction value  of  the  road,  was  $12,046,117,  of  which  $10,658,143 
was  credited  to  corporation  ore  as  against  $1,387,974  to  inde- 
pendent If  a  7  per  cent  return  were  used,  he  said,  the  figures 
would  be  even  more  striking,  and  would  show  a  surplus  of  $4,629,- 
818  for  corporation  ore,  as  against  $394,506  for  independent. 


TO  INVESTIGATE  FREIGHT  BUREAU 

The  Traffic   I'/orld   Washington  Bureau 

Senator  Pittman,  of  Nevada,  December  15,  offered  a  resolu- 
tion directing  the  Commission  to  inquire  into  the  organization, 
management  and  control  of  the  Transcontinental  Freight  Bureau 
and  report  for  what  purpose  it  was  organized,  its  duties  and 
activities,  the  names  of  the  carriers  it  represents,  and  the 
influence  it  exercises  in  the  publication  of  rates  as  between 
carriers,  and  whether  its  operation  in  any  manner  stifles  com- 
petition. 

The  Pittman  resolution  was  adopted  by  the  Senate.  Sen- 
ator Cummins  said  ordinarily  such  a  resolution  would  be 
referred  to  the  interstate  commerce  committee  for  consideration 
first,  but  that  it  was  so  difficult  to  get  the  committee  together 
that  he  could  see  no  good  to  be  accomplished  by  reference  to 
the  committee  and  said  he  had  no  objection  to  its  adoption. 


LEHIGH   VALLEY  ABANDONMENT 

The   Lehigh   Valley   Railroad   Company   has   applied   to   the 

Commission  for  authority  to  abandon  its  Ganoga  Lake  branch 

from  Ganoga  Lake,  Pa.,  to  Ricketts,  Pa.,  a  distance  of  3.83  miles. 

There  have  been  no  shipments  over  the  branch  since  October, 

«9,  the  company  said. 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


AGRICULTURAL  REDUCTIONS 

Kiiitor  The  Traffic  World: 

For  your  information  I  am  inclosing  copy  of  letter  I  have 
just  written  Mr.  W.  H.  Chandler,  president  of  the  National  In- 
dustrial Traffic  league,  in  regard  to  the  general  reduction  in 
rates  on  agricultural  commodities.  Inasmuch  as  Mr.  Chandler's 
comments  were  published  in  The  Traffic  World,  I  have  no  doubt 
you  will  be  willing  to  give  this  equal  publicity. 

American  Farm  Bureau  Federation, 

J.  R.  Howard,  President. 

Chicago,  Dec.   12,  1921. 


Mr.  W.  H.  Chandler,  President, 

The  National  Industrial  Traffic  League. 

Dear  Sir:  I  have  before  me  the  copy  of  your  statement  published 
in  The  Traffic  World  for  November  19,  1921,  page  1047,  in  regard  to 
the  proposed  10  per  cent  reduction  on  agricultural  commodities.  Your 
intimation  that  these  reductions  have  been  secured  through  political 
influence  and  that  the  carriers  have  been  actuated  either  by  improper 
motives  or  l>y  undue  pressure  should  not  go  unanswered. 

As  you  know,  the  American  Farm  Bureau  Federation  has  been 
very  active  in  the  work  of  securing  reductions  in  the  rates  on  farm 
products.  Not  only  has  the  organization  participated  in  the  western 
live  stock  and  grain  cases,  but  I  have  personally  taken  the  utmost 
interest  in  the  transportation  work  and  have  devoted  to  It  a  very 
material  portion  of  my  time  and  attention  during  the  past  few  months. 
What  1  say  in  this  regard  I  can,  therefore,  say  of  my  own  personal 
knowledge  in  regard  to  the  position  taken  by  this  organization. 

So  far  as  our  propositions  to  the  carriers  are  concerned  I  desire 
to  state  unequivocally  that  at  no  time  in  my  negotations  with  the 
railway  executives  has  there  been  any  mention  of  a  trade  for  a  reduc- 
tion in  the  rates  on  basic  commodities,  of  support  of  or  opposition  to 
any  legislation  or  other  policies  affecting  the  carriers'  interests  in 
return  for  the  reduction  in  rates  which  the  carriers  have  proposed 
and  the  Commission  authorized.  It  is  not  the  purpose  of  this  organi- 
zation at  any  time  to  secure  freight  rate  reductions,  or  anything  else, 
hy  political  pressure. 

For  your  information  I  am  enclosing  a  copy  of  letter  I  sent  out 
October  20.  1921,  detailing  my  negotiations  with  the  carriers.  From  this 
statement  you  will  see  that  the  only  pressure  which  has  been  brought 
to  bear  upon  the  carriers  by  the  American  Farm  Bureau  Federation, 
in  speaking  for  its  membership  of  a  million  farmers,  has  consisted  of 
two  items: 

First:  Our  membership  has  been  insistent  that  some  very  definite 
and  strenuous  action  be  taken  to  reduce  freight  rates.  In  fact.  I 
frankly  warned  the  railroads  at  the  outset  that  unless  they  could  make 
some  concessions  within  the  very  near  future  it  would  be  necessary 
for  us  to  take  some  immediate  action.  As  a  result  of  the  failure  of  the 
carriers  to  agree  to  our  program  at  their  meeting  in  Chicago,  October 
14,  the  American  Farm  Bureau  Federation  did  file  with  the  Interstate 

POSITIONS  WANTED  OR  OPEfT 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  (or 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per 
line,  minimum  charge,  $3.00:  succeeding  insertions,  per  line,  60c;  10 
words  to  the  line;  numbers  and  abbreviations  counted  as  words; 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

POSITION  WANTED — Industrial  or  commercial  traffic  department. 
Fifteen  years'  local  freight  office,  large  trunk  line;  five  years'  indus- 
trial traffic  experience.  Open  for  immediate  engagement;  reasonable 
salary;  age  40;  married.  D.  A.  N.  401.  Traffic  World,  Chicago. 


General  Freight  Service  Association 

(INCORPORATED) 

Transportation  and  Traffic  Specialists 

Suite  822  Victoria  Building,  St.  Louis,  Mo. 


Our  Demurrage  Department  is  managed  by  Mr.  J.  F.  Roach, 
who  was  for  many  years  the  Manager  of  the  Central  Demur- 
rage and  Storage  Bureau  for  the  railroads  before  joining  our 
Association  of  Experts.  Shippers  are,  therefore,  offered  the 
best  possible  service  in  having  their  demurrage  problems 
worked  out  and  having  their  demurrage  bills  audited  by  ex- 
perts. Send  for  descriptive  circular  of  our  complete  service. 

Reference:     Union  Station  Trust  Co.,  St.  Louis,  Mo. 


Commerce  Commission  a  few  days  later  a  petition  asking  for  a  g'-n- 
eral  reduction  In  the  rates  on  basic  commodities. 

Second:  I  stated  frankly  to  the  carriers  that  It  waa  within  my 
thought  to  send  out  a  petition  to  the  farmers  of  the  United  States 
to  be  presented  at  Washington,  asking  for  an  Immediate  repeal  of  th»- 
lOsch-Cummlns  and  Adamson  laws.  I  agreed  to  withhold  this  petition 
provided  the  carriers  would  make  the  readjustments  In  rates  we 
desired,  hut  did  not  make  any  promise  In  regard  to  our  attitude  when 
the  revision  of  transportation  legislation  should  come  up  this  wintt-r. 

Finally,  I  want  to  call  to  your  attention  the  fact  that  our  entire 
effort  has  been  to  secure  reductions  In  the  rates  not  on  farm  products 
alone,  but  on  all  basic  commodities,  whether  agricultural  or  otherwise. 
To  the  extent  that  the  carriers  have  limited  their  proposition  to  agri- 
cultural commodities  and  have  excluded  other  basic  articles,  to  just 
that  extent  have  they  failed  to  meet  the  proposition  of  this  organiza- 
tion. Certainly  it  is  reasonable  to  believe  that  when  reductions  In 
rates  are  to  be  made  such  reductions  should,  as  a  matter  of  public 
policy,  be  made  upon  those  commodities  of  fundamental  Importance 
to  the  nation. 

Furthermore,  the  farmer  is  the  largest  single  producer  In  the 
United  States  and  must  bear  the  freight  upon  all  his  products  until 
they  reach  some  primary  market.  Whatever  the  transportation  charge 
may  be  it  is  one  of  the  expenses  which  is  deducted  from  the  pro<  • 
of  the  sale  at  the  market,  so  that  the  net  return  to  the  farmer  will 
always  be  the  market  price,  less  the  transportation  and  other  charges. 
At  the  same  time  the  farmer  represents  40  per  cent  of  our  consuming 
population  and  purchases  large  quantities  of  commodities,  whose 

Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
erreater  benefit   from  the  interstate  commerce  rulings?— to 
handle  more  advantageously  the  problems  that  come  UD  in 
"•ffiS^S  •nA'0:e-1?"t,rmfc7.    Then  investigate  the  LaSalle  ProKlem 


Method  of  home-study  in  Interstate  Commerce  and  Industrial  i 
Railway  Traffic  Management.    Find  out  how  thin  COUTH  can  auist 
you  to  better   knowledge  of  traffic  management   by  giving  yon 
the  experience  of  more  than  70  of  America's  well  known  a'thor- 
^^^—   MM   and   traffic   executives.     Write   for  catalog   and 
low  coat  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  1295-TA     CHICAGO,  ILLINOIS 

Tht  I.arjtft  Butinttt  Traininf  Inititution  in  tht  World 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 

and  We  Stand  the  Expense 
TAKE   POSSESSION   WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whit.field  Sammia 


PhoiM  Main  2210 


417  SOUTHERN  BUILDING 


WOOD  BOXES 

Are  the  Safest  Containers 

We  Manufacture  Only 

Quality  Containers  for 

Domestic   and    Export 

Shipments 

Box  Shocks — 4-Ones — Any  Size  or  Style 

DAVID  M.  LEA  &  CO.,  Inc. 
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prices   Include   to   a  very   material  degree  freight   charges  which   are 
passed  along  to  the  consumer.     A  reduction   in   the  freight  rates  o 
basic   commodities   will,    therefore,    benefit   the   largest   producer   and 
the  largest  consumer  in  the  United  States  to  the  largest  benefit  of  tl 

~n<Itahas  not  been  our  thought  in  any  way  to  discriminate  against 
any  section  of  the  country  or  any  portion  of  its  people.  We  were 
profoundly  disappointed  when  the  carriers  proposed  to  exempt  New 
England  from  the  application  of  this  general  reduction  in  rates,  and 
our  general  counsel  has  accordingly  been  instructed  to  file  a  protest 
agaihst  this  discrimination  against  the  New  England  states. 

Let  me  assure  you  that  we  have  not  attempted  any  policy  of  ask- 
ing for  preferential  treatment  for  the  farmers  as  a  class.  What  we 
have  done  is  to  press  the  carriers  vigorously  for  such  reductions  in 
rates  as  would  be  of  the  most  benefit  to  the  community  at  large  and 
to  those  sections  of  the  community  which  have  been  most  hurt  by  the 
,1  i.-ipld  clt-Him-  in  prices.  Yours  very  truly, 

American  Farm  Bureau  Federation. 

J.  R.  Howard,  President. 

MISQUOTATION    OF   RATES 

Editor  The  Traffic  World: 

I  have  read  with  interest  in  your  recent  issues  opinions  on 
"misquotation  of  rates"  both  pro  and  con.  From  experience  I 
will  say  that  it  is  almost  impossible  to  quote  all  rates  correctly 
in  this  day  and  time,  due  to  the  fact  that  a  large  number  of 
rates  are  made  by  the  use  of  combination  rates,  and  the  com- 
bination that  you  overlook  is  always  the  cheapest  one,  thereby 
causing  no  end  of  trouble;  however,  the  average  shipper  can't 
understand  why  such  a  glaring  error  could  possibly  be  made. 

It  appears  to  the  writer  that  the  solution  of  the  problem 
is  this:  All  large  shippers  should  employ  traffic  managers,  and 
those  that  feel  that  a  traffic  man  would  not  be  worth  the  invest- 
ment should  belong  to  some  traffic  bureau,  or  some  association 
that  employs  a  traffic  man;  when  he  received  a  rate  quotation 
from  an  official  of  the  railroad  company  he  could  refer  it  to  his 
traffic  man  or  association  for  verification.  In  this  way  he  would 
probably  save  hundreds  of  dollars.  But  the  trouble  with  most 
shippers  is  that  they  are  afraid  to  make  an  investment  as  out- 
lined above  for  fear  they  will  not  get  value  received.  In  every 
instance  I  can  recall  where  a  firm  has  employed  a  traffic  man,  he 
has  more  than  paid  his  salary. 

J.  R.  Burch,  Traffic  Manager, 
Latham-Bradshaw   Cotton  Co. 

Greensboro,  N.  C.,  Dec.  7,  1921. 


s  constantly  getting  more  arduous.    The  average  monthly  salary 
of  a  through  freight  conductor  as  given  out  by  the  Interstate 


NOTICE  IN  CASE  OF  LOSS  OR  DAMAGE 

Editor  The   Traffic  World: 

There  is  a  question  in  the  mind  of  the  writer  which  may 
be  of  some  use  to  those  interested  in  traffic  matters  in  reference 
to  the  construction  of  the  provision  concerning  notice  of  loss 
and  damage  claims  contained  at  the  end  of  paragraph  11  of  sec- 
tion 20  of  the  act,  reading:  "Provided,  however,  that  if  the 
loss,  damage  or  injury  complained  of  was  due  to  delay  or  damage 
while  being  loaded  or  unloaded,  or  damaged  in  transit  by  care- 
lessness or  negligence,  then  no  notice  of  claim  nor  filing  of 
claim  shall  be  required  as  a  condition  precedent  to  recovery." 

You  will  notice  that  in  the  case  of  a  shipment  being  loaded 
or  unloaded,  no  notice  is  required  in  case  of  loss,  damage,  or 
injury,  but  in  the  case  of  a  shipment  in  transit  the  statute  merely 
refers  to  a  case  of  damage.  I  have  seen  no  case  where  this 
difference  in  the  language  relative  to  shipments  being  loaded 
or  unloaded  and  the  language  relative  to  a  shipment  in  transit 
has  been  discussed,  but,  from  an  examination  'of  the  wording 
of  the  proviso,  it  would  seem  that,  even  if  a  loss  occurred  as 
the  result  of  the  carelessness  of  the  carrier  in  handling  the 
freight  in  transit,  a  notice  would  be  necessary,  whereas  such  a 
loss  in  the  case  of  loading  or  unloading  freight  would  not  be 
necessary. 

Per  A.  L.  Vogl. 
Whitehead  &  Vogl, 

Denver,  Col.,  December  12,  1921. 


RAILROAD  WAGES 

Editor  The  Traffic  World: 

I  have  been  following  with  a  great  deal  of  interest  your  edi- 
torial comments  and  the  various  statements  in  the  Open  Forum 
on  the  relationship  between  railroad  labor  and  freight  rates,  par- 
ticularly the  wages  paid  to  members  of  the  four  brotherhoods. 
From  the  tone  of  some  of  the  articles  it  appears  that  the  brother- 
hoods are  to  blame  for  moat  of  the  evils  that  beset  the  railroads 
today. 

To  give  the  devil  his  due,  the  brotherhoods  are  the  most  con- 
servative of  all  the  labor  unions  in  the  United  States  today.  The 
membership  is  made  up  entirely  of  American  citizens.  There 
are  no  foreign  bolsheviks  among  them.  They  have  never  agi- 
tated the  closed  shop,  and  have  held  aloof  from  the  American 
Federation  of  Labor  entirely,  in  striking  contrast  to  the  other 
railroad  unions  who  refused  President  Wilson's  request  to 
pledge  themselves  not  to  strike  during  the  period  of  the  war. 

The  wages  of  trainmen  today  are  considerably  below  that 
paid  to  any  class  of  skilled  labor  in  the  United  States,  figuring 
o«  an  eight  hour  basis,  and  they  can  not  be  blamed  for  objecting 
to  a  further  cut  In  their  pay,  in  view  of  the  fact  that  their  work 


er's  pay  was  about  $120 
and  rte  tonnage  handled  in  his  train  about  2,000  tons.  Freight 
rates  at  that  time  were  very  reasonable,  I  believe.  Today  at 
$167  00  the  tonnage  he  handles  is  from  4,000  to  6,000  tons,  depend- 
ing on  the  locality,  and  the  train  employes  are  blamed  for  the 
high  freight  rates  besides. 

Why  in  the  name  of  common  sense,  can  not  the  railroads 
nav  the  present  rate  of  pay,  if  they  could  pay  the  salaries  in  ef- 
fect 15  years  ago  under  less  favorable  conditions?  The  fact  that 
the  railroads  are  not  doing  a  normal  amount  of  business  has  no 
bearing  on  the  salaries  paid  to  trainmen,  because  they  are  paid 
on  a  mileage  basis,  and  if  there  are  no  trains  run  there  are 
trainmen's  salaries  to  pay. 

It  seems  to  be  the  general  impression  that  the  men  m  tram 
and  engine  service  are  the  highest  paid  class  of  railway  em- 
ployes when,  as  a  matter  of  fact,  a  freight  conductors  pay  n 
about  equal  to  that  of  a  machinist.  The  lowest  paid  man  m  tram 
service  (the  passenger  brakeman)  draws  $131.00  per  month  of  26 
days  eight  hours  per  day.  This  is  not  very  much  when  you  con- 
sider that  about  $30.00  goes  for  expenses  away  from  home. 

Graft  and  mismanagement  are  the  greatest  problems 
the  railways  have  to  overcome  today.  Whole  families  are  cai 
ried  on  the  payroll  for  no  apparent  reason  but  that  they  are  re- 
lated to  some  official.  That  is  why  there  is  so  much  red  tape  and 
duplication  of  work.  To  cut  it  out  would  cause  Sister  Mary  or 
Cousin  John  to  lose  a  soft  job. 

If  the  railroad  managers  are  sincere  in  their  efforts 
omize  why  don't  they  turn  some  outside  efficiency  experts  loost 
with  instructions  to  spare  no  one?     The  answer  is  that  then 
efforts   (?)   to  reduce  expenses  is  plain  "BUSHWA." 

Blue  Island,  111.,  Dec.  9,  1921.  D.  G.  Grimsley. 

OPERATION  OF  CHAFFEE  ROAD 

The  Tragic   World   Washington  Bureau 

A  certificate  has  been  issued  by  the  Commission  authorizing 
the  Chaffee  Railroad  Company  to  operate  an  existing  line  of  rai 
road  extending  from  Vindex,  Md.,  to  a  connection  with  the  West 
ern  Maryland  at  Chaffee,  W.  Va.,  a  distance  of  approximately  3% 
miles. 

The  Western  Maryland  protested  against  the  granting  of  tl 
application.  Its  position  was  that  if  the  petitioner  did  not  in- 
tend to  ask  for  a  division  of  rates,  or  in  the  future  ask  for  such 
division,  it  had  no  active  objection  to  the  application.  The 
Commission  said  the  Chaffee's  attorney  declined  to  give  the 
protestant  the  assurance  stipulated  by  the  Western  Maryland 
and  stated  that  it  was  applicant's  intention  to  apply  for  the 
establishment  of  joint  through  rates. 

"No  question  relative  to  the  establishment  of  joint  through 
rates  or  divisions  of  rates  can  be  adjudicated  in  this  proceeding," 
the  Commission  said. 

"The  line  of  road  in  question  for  several  years  prior  to  May 
1,  1920,  was  operated  by  the  Chaffee  Coal  Company  as  a  plant 
facility.  On  the  latter  date  the  properties  of  the  coal  company, 
including  the  railroad,  were  acquired  by  the  Manor  Coal  Com- 
pany, which  conveyed  the  railroad  to  the  Chaffee,  which  pro- 
poses to  operate  the  railroad  in  interstate  commerce.  It  has  had 
tariffs  on  file  with  the  Commission  since  May  1,  1921.  The  Com- 
mission said  the  primary  purpose  of  the  construction  of  the  road 
was  to  furnish  transportation  facilities  for  the  output  of  certain 
coal  mines.  It  said  it  had  been  represented  that  there  were  100,- 
000,000  tons  of  coal  in  the  tributary  territory  which  can  only  be 
marketed  over  the  Chaffee  road.  There  is  also  a  large  timber 
acreage  reached  by  the  line. 

The  Western  Maryland  charged  that  there  was  a  community 
of  interest  between  the  Chaffee  and  the  Manor  Coal  Company, 
which  is  the  largest  shipper  over  the  road;  that  much  of  the  ter- 
ritory tributary  to  the  Chaffee  railroad  can  use  the  Western 
Maryland  as  an  outlet,  and  that  the  Commission  has  no  power  to 
grant  a  certificate  for  the  reason  that  the  Chaffee  is  not  a  com- 
mon carrier  under  the  interstate  commerce  act. 
In  discussing  these  contentions,  the  Commission  said: 

There  are  seven  directors  of  the  Chaffee  and  three  directors  of 
the  Manor  Coal  Company.  At  the  time  of  the  hearing  of  this  appli- 
cation the  directors  of  the  Manor  Coal  Company  were  also  directors 
of  the  Chaffee.  Since  the  hearing  the  three  directors  of  the  Manor 
Coal  Company,  who  were  also  directors  of  the  Chaffee  Company,  have 
resigned  as  directors  of  the  Chaffee.  These  three  directors  held  the 
stock  of  the  Chaffee  in  the  aggregate  amount  of  $3,000.  The  remain- 
der of  the  Chaffee's  stock,  amounting  to  $37,000.  is  owned  by  persons 
who  have  no  connection  with  the  Manor  Coal  Company  or  any  other 
company  served  by  the  Chaffee. 

That  part  of  the  territory  tributary  to  this  railroad  which  borders 
the  Potomac  River  could  possibly  be  developed  from  a  point  on  the 
W-estern  Maryland  Railway.  This  would  require  either  the  building 
of  a  bridge  across  the  Potomac  River  or  hauling  the  coal  in  coal  cars 
over  a  tipple  across  the  river  to  a  siding  that  might  be  constructed 
parallel  to  the  Western  Maryland  Railway.  It  is  asserted  that  the 
cost  of  eithf-r  of  these  plans  would  be  so  great  as  to  be  prohibitive. 

Upon  the  facts  presented  we  find  that  the  present  and  future 
public  convenience  and  necessity  require  the  operation  by  the  appli- 
cant of  the  line  of  railroad  described  in  the  application.  A  certificate 
and  order  to  that  effect  will  be  Issued  accordingly. 
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The  Faith  that 
Builds  Railroads 


MANY  New  York  Central 
stockholders  own  only  one 
or  two  shares — a  savings  nest-egg. 
But  the  holder  of  a  few  shares  has 
the  same  satisfaction  as  the  larger 
investor  of  taking  part  in  the  de- 
velopment of  an  important  public 
service  while  providing  an  income 
for  himself. 

In  his  classic  study  of  "Lombard 
Street,"  Walter  Bagehot  asserted 
that  a  citizen  of  Queen  Elizabeth's 
time  would  have  thought  it  no  use 
inventing  railways  because  he 
would  have  been  unable  to  con- 
ceive the  possibility  of  collecting 
the  vast  sums  needed  for  their  con- 
struction. 

Even  Bagehot,  writing  only  fifty 
years  ago,  probably  would  have 
been  amazed  by  the  thought  of  at- 
tracting the  capital  needed  for 
building  a  13,000 -mile  railroad 


system  like  the  New  York  Central. 

Now  nearing  a  century  of  public 
service,  the  New  York  Central 
Lines  represent  a  property  invest- 
ment of  $1,770,000,000.  Against 
this  investment  stocks  and  bonds 
have  been  issued  to  the  amount  of 
only  $1,522,000,000— that  is,  the 
value  of  the  property  is  greatly  in 
excess  of  the  outstanding  securities. 

More  than  120,000  individual  in- 
vestors and  institutions  have 
become  partners  in  this  great 
enterprise. 

Railroad  growth,  to  keep  pace 
with  the  needs  of  American  in- 
dustry, depends  upon  a  continuance 
of  this  public  faith  in  railroads  as 
investments,  so  strikingly  shown 
by  the  widespread  ownership  of 
New  York  Central  securities. 


NEW  YORK  CENTRAL  LINES 

BOSTON  &- ALB  ANY  -  MICHIGAN  CENTRAL  -  BIG  FOUR  -  LAKE  ERIE  &  WESTERN 

KANAWHA  ^MICHIGAN  -TOLEDO  &  OHIO  CENTRAL-  PITTSBURGH  &IAKE  ERIE 
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Personal  Notes 


C.  B.  Curlee  has  been  appointed  general  freight  agent  for 
the  Alabama  Northern  Railway,  at  Birmingham,  Ala.,  vice  Roy 
Pope,  who  resigned. 

E.  H.  Poetter,  for  sixteen  years  traffic  manager  for  the  Bar- 
rett Company,  has  been  elected  vice-president  of  Thomas  T.  Bond 
&  Co.,  freight  contractors  and  forwarders,  of  New  York. 

C.  0.  Frisbie,  former  general  traffic  manager  for  Armour  & 
Company,  has  joined  the  staff  of  the  La  Salle  Extension  Uni- 
versity. 

H.  E.  Macdonnell  has  been  appointed  special  freight  traffic 
representative,  and  W.  C.  Bowles  has  been  appointed  assistant 
freight  traffic  manager,  eastern  lines,  for  the  Canadian  Pacific 
Railway,  at  Montreal. 

R.  P.  Kyle  has  been  appointed  general  agent  for  the  El  Paso 
&  Southwestern  and  the  Morenci  Southern  Railway,  at  Phoenix, 
Ariz.,  succeeding  L.  H.  Trimble,  who  has  been  made  general 
agent  at  Los  Angeles. 

John  P.  Henson,  for  many  years  claim  adjuster  for  various 
railroads  and  the  Railroad  Administration,  has  become  attached 
to  the  Chicago  office  of  the  Traffic  Adjustment  Company. 

Charles  P.  Gaither  has  been  appointed  foreign  freight  agent 
for  the  Seaboard  Air  Line,  at  Norfolk,  Va. 

Howard  Elliott,  executive  assistant,  American  Sugar  Refin- 
ing Company,  and  editor  of  the  New  York  Traffic  Club  Bulletin, 
has  been  made  editor  of  the  Union  Pacific  Magazine,  a  monthly 
publication  to  be  begun  by  the  Union  Pacific  System,  January, 
1922. 

H.  G.  Tarskey,  traffic  manager  for  the  United  Chemical  & 
Organic  Products  Company,  the  Central  Chemical  Company,  and 
the  Calumet  Fertilizer  Company,  has  resigned. 

P.  W.  Clarkin  has  been  appointed  acting  division  freight 
agent  for  the  Canadian  National  Railways,  at  Charllottetown, 
P.  E.  I.,  vice  A.  McDonald,  who  has  been  furloughed  on  account 
of  ill  health. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

At  the  annual  meeting  of  the  Transportation  Club  of  Tulsa, 
December  12,  the  following  officers  were  elected:  A.  C.  Holmes, 
traffic  manager,  Empire  Refineries,  Inc.,  president;  A.  C.  Wilson, 
city  freight  agent,  Frisco  Railroad,  first  vice-president;  E.  C. 
Kitching,  division  freight  agent,  Santa  Fe,  second  vice-president; 
J.  W.  Klein,  general  freight  agent,  Midland  Valley  Railroad, 
third  vice-president;  R.  C.  Hughes,  chief  clerk,  Wabash  Railway, 
secretary.  J.  M.  C.  Usher,  treasurer,  Price  Sand  Co.,  treasurer. 
H.  M.  Moon,  traffic  manager,  Pure  Oil  Co.,  L.  M.  Klein  and  I.  G. 
Fidler,  division  freight  agent,  Frisco  Railroad,  directors.  Short 
addresses  were  made  by  S.  A.  Townsend,  assistant  general  freight 
agent,  Big  Four,  St.  Louis,  Mo.,  and  J.  R.  Cavanagh,  superin- 
tendent of  car  service,  Big  Four  Railroad,  Indianapolis,  Ind. 

The  Transportation  Club  of  Louisville  held  a  "get-together" 
party  at  the  Tyler  Hotel,  December  14.  Gustave  A.  Breaux, 
vice-president  of  Ballard  &  Ballard  Company,  spoke  on  "A  Fly- 
ing Trip  to  Cuba."  E.  A.  Jonas,  editor  of  the  Louisville  Herald 
spoke  on  "Where  Are  We  At?" 


The  ninth  annual  banquet  of  the  Traffic  Club  of  Minneap- 
olis was  held  at  the  West  Hotel,  December  15.  The  principal 
address  was  made  by  Dr.  Charles  A.  Eaton,  expert  on  indus- 
trial relations. 


Charles  H.  Markham,  president  of  the  Illinois  Central,  spoke 
on  the  wage  and  rate  situation  at  the  annual  banquet  of  the 
Peoria  Transportation  Club,  held  at  the  Jefferson  Hotel,  Decem- 
ber 12.  William  C.  White,  president '  of  the  Merchants'  and 
Illinois  National  Bank,  also  spoke.  J.  H.  Beek,  executive  secre- 
tary of  the  National  Industrial  Traffic  League,  who  was  scheduled 
to  make  an  address,  was  unable  to  attend. 

The  Transportation  Club  of  San  Francisco  will  hold  a 
"Christmas  Jinx,"  in  their  club  rooms,  December  22.  The  club 
also  plans  to  hold  a  jollification  on  New  Year's  eve. 

The  Traffic  Club  of  Akron  held  its  first  annual  banquet  at 
Spindlers'  Inn,  December  12.  S.  J.  Witt,  general  freight  and 
passenger  agent  of  the  Akron,  Canton  &  Youngstown  Railway, 
was  the  principal  speaker.  He  discussed  the  procedure  of  hand- 
ling rate  adjustments  before  various  committees  of  the  rail- 
roads. C.  M.  Groninger,  district  freight  agent  for  the  Baltimore 
&  Ohio,  and  W.  E.  Warden,  commercial  agent  for  the  Erie  also 
spoke. 

R.  C.  Fulbright  of  Houston.  Tex.,  was  the  principal  speaker 
the  first  annual  dinner  of  the  Dallas  Traffic  Club,  at  the  Ori- 
ental Hotel.  December  10.     His  subject  was  "Shippers'  Interest 
in  Railroad  Problems."     Other  speakers  were  George  T.  Atkins- 


I.  S.  McConnell,  president  of  the  Fort  Worth  Traffic  Club;  W. 
E.  Edgar,  president  of  the  Waco  Traffic  Club;  and  Tom  Finty, 
Jr.  Officers  were  elected  as  follows:  President,  Paul  Junkin; 
vice-presidents,  A.  C.  Valentine,  Julian  Nance  and  Elbert  Blair; 
secretary-treasurer,  H.  C.  Eargle;  board  of  governors,  J.  B. 
Jones,  Irank  Osborne,  Grant  S.  Maxwell,  P.  A.  Richardson,  Seth 
Tate  and  Don  Allen. 


REVENUE   FREIGHT   LOADING 

The  Traffic   World   Washington  Bureau 

An  increase  of  73,627  in  the  number  of  cars  of  revenue 
freight  loaded  was  reported  in  the  week  ended  December  3,  as 
compared  with  the  preceding  week,  which  included  a  holiday, 
according  to  the  weekly  report  of  the  car  service  division  of 
the  American  Railway  Association.  The  total  for  the  week 
ended  December  3  was  747,454,  as  compared  with  673,827  in  the 
preceding  week.  A  decrease  in  loading  was  shown  as  compared 
with  the  week  ended  November  19,  when  the  total  was  786,671. 

Loadings  in  the  weeks  of  1920  and  1919,  corresponding  with 
that  ended  December  3  this  year,  totaled  882,604  and  789,286 
cars,  respectively. 

Increases  in  the  loading  of  all  classes  of  commodities  were 
shown  in  the  week  ended  December  3,  as  compared  with  the 
preceding  week  with  the  exception  of  coal  and  ore. 

The  loading  of  commodities  by  districts  in  the  week  ended 
December  3  and  the  correspondng  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  9,415  and 
6,285;  live  stock,  3,748  and  3,592;  coal,  40,998  and  63,704;  coke, 
1,545  and  2,975;  forest  products,  4,856  and  6,412;  ore,  759  and 
6,550;  merchandise,  L.  C.  L.,  63,021  and  48,593;  miscellaneous, 
65,210  and  81,138;  total,  1921,  189,552;  1920,  219,249;  1919.  193- 
018. 

Allegheny  district:  Grain  and  grain  products,  2,759  and 
1,940;  live  stock,  3,370  and  3,266;  coal,  41,241  and  68,160;  coke, 
3,098  and  7,694;  forest  products,  2,573  and  2,964;  ore,  2,375  and 
8,220;  merchandise,  L  C.  L.,  46,732  and  38,732;  miscellaneous, 
51,924  and  60,698;  total,  1921,  154,072;  1920,  219,249;  1919,  193,018. 

Pocahontas  district:  Grain  and  grain  products  232  and  94- 
live  stock,  106  and  142;  coal,  12,475  and  20,650;  coke,  158  and 
947;  forest  products,  1.212  and  1,564;  ore,  1  and  124;  merchan- 
dise, L.  C.  L.,  5,762  and  5,283;  miscellaneous,  3,267  and  2850- 
total,  1921,  23,213;  1920,  31,654;  1919,  37,395. 

Southern  district:  Grain  and  grain  products  3237  and 
2,874;  live  stock.  2,078  and  2,197;  coal,  16,063  and  33,419;  coke, 
468  and  1.255;  forest  products,  16,740  and  16,690;  ore,  460  and 
2,258;  merchandise,  L.  C.  L.,  37,658  and  34,609;  miscellaneous 
35,078  and  34,804;  total,  1921,  111,782;  1920,  128,106;  1919,  120,- 
y  bu. 

Northwestern  district:  Grain  and  grain  products,  13686 
and  11,519;  live  stock,  9,345  and  8,909;  coal,  8,369  and  10940- 
coke,  807  and  1,506;  forest  products,  10,915  and  26,230;  miscel- 
279  and  6,008;  merchandise,  L.  C.  L.,  27,444  and  26,320;  miscel- 
laneous, 26,213  and  32,474;  total,  1921,  97,058;  1920,  110,063; 


,   -t. 

Central  Western  district:  Grain  and  grain  products,  13314 
and  9,310;  live  stock,  10,696  and  11,052;  coal,  15,228  and  28,484; 
coke,  168  and  496;  forest  products,  4,955  and  5,030-  ore  794 
and  2,471;  merchandise,  L.  C.  L.,  30,772  and  30,542;  miscel- 
laneous; 35.103  and  44,051;  total,  1921,  111,030;  1920,  131,436; 
1919,  108,145. 

Southwestern  district:     Grain  and  grain  products,  4,584  and 
4.086;    live  stock,   2,612  and   2,105;    coal,   2,919   and   7871-    coke 
1  and  131;  forest  products,  7,152  and  7,536;   ore,  649  and  472- 
merchandise,   L.  C.   L.,   16,517   and  16,792;    miscellaneous,  26,213 
and  31,429;   total,  1921,  60,747;   1920,  70,422;   1919,  55,756. 

otal,  all  roads:     Grain  and  grain  products,  47,227  and  36,- 
;    live   stock,   31,955   and    31,263;    coal,    137,293   and    233,228; 
coke,  6,345  and  15,004;    forest  products,  48,403  and  52,583;    ore, 
and   26,103;    merchandise,   L.    C.   L.,   227,906   and    200.871; 
S'  ,o43'°°8    and    287'444!    total,    1921,    747,454;    1920, 


LOCOMOTIVES    OUT    OF    SERVICE 

The  Traffic   World   Washington  Bureau 

The  per  cent  of  locomotives  out  of  service  for  repairs  re- 
quiring over  24  hours  was  19.6  per  cent,  according  to  the  last 
ieP  ™uar  service  division  of  the  American  Railway 

Association.     The  per  cent  out  of  service  for  repairs  requiring 
less  than  24  hours  was  5.5  per  cent. 

filje-0?um'?.?   °f   locomotives   on    line   as   of   November   15 

t>4,<82,  while  the  number  serviceable  was  43,881.     The  num- 

cer  of  serviceable  locomotives  stored   was   4,598.     The  number 

-pairs  requiring  over  24  hours  was  12,729,  and  the  number 

r  repairs  requiring  less  than  24  hours  was  3,574. 

B.    R.   &    P.    BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Buf- 
falo, Rochester  &  Pittsburgh  Railway  Company  to  sell  $3,949,000 
of  consolidated   mortgage   4%   per  cent  bonds  at  not  less   than 
^%  per  cent  of  par  and  accrued  interest 
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Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 


AND 


San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 


SS  DELCO 
SS  OSAGE 
SS  ELDORADO 
SS  ALVARADO 


from  Gulf  End  December 

"  First  Half  January 
"  First  Half  January 
"  First  Half  February 


SS  OSAGE  from  Pacific  Coast  Late  November 
SS  ELDORADO       "  '  "       Early  December 

SS  REDHOOK         "  '  "       Last  Half  December 

SS  NYANZA  "       Second  Half  January 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application 

THE  STEELE  STEAMSHIP  LINES,   Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


Steele  Bldg. 
Galreston,  Texas 


SWAYNE  &  HOYT,  Inc. 

430  Sansome  St. 
San  Francisco,  Calif. 


50  Broad  St. 
New  York  City 


"Ship  by  Water" 


PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  bills  of  lading  issued  to  San  Diego,  Oakland,  Stockton  and 

Sacramento,  California;  Hawaiian  and  Far  East  Ports; 

Grays  Harbor  and  Puget  Sound,  Wash. 

For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 
15  Moore  Street,  New  York 


Baltimore,  Md. 
39  South  Street 


Telephone,  Bowling  Green  7394 

Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


UNITED  AMERICAN 


LINES* 


INC. 


Managing  Agent*! 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between  New  York,   Boston,  Philadelphia  and  LOB 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


Bo*  ton 

8.8.  HAWAIIAN     

8.8.  PANAMAN   D«c.  24 

8.8.  ARIZONAN     Dee.  31 

S.8.   FLORIDIAN      


Phil..  New  York 

Dec.  17  Dec.  22 

Dec.  29 

Dec.  24  Jan.    S 

Jan.    7  Jan.  12 


Sailings   every    Thursday    from    New    York,    every 

other  Saturday  from  Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

II.  S.  Pacific  Coast  Ports  to  the  Principal  Port*  of  the  United 
Kingdom    and    Continent — Direct    Fort- 

niehtly    Sailino 


Joint  Service*  with 

Hamburg- American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

8.8.  'MOUNT  CARROLL    ...Dee.  22 

S.S.  fHANSA      Dec.  2» 

8.8.  'MOUNT    CLINTON     Jan.    S 

S.S.  tWUERTTEMBERG    Jan.  12 

S.S.  'MOUNT   CLAY    Jan.  19 

S.S.  tBAYERN    Jan.  2* 

•Carries  third-class  passengers. 

tCahin   and    third-class   passengers 

LOADING  PIER  86.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

A  STEAMER    ' Early  January 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.CLARKSBURG    (via    Baltimore    and    Norfolk) Dec.  31 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  CALLISTO     (Hamburg    only) Dec.  21 

8.8.  CLARKSBURG    (via,   Norfolk) Jan.     7 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  CLARKSBURG     Jan.  10 

NEW  ORLEANS  TO  HAMBURG 

S.S.   WESTERWALD     .  ...Early    January 

S.S.  SACHSENWALD Early    February 

Through  bills  of  lading  via  Hamburg  Issued  to  all  Scandlnarlan 
and  Baltic  Ports 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Dell.    Port    Swettenham.    Singapore.    Batarla. 
Samarang.    Soerabaya 

S.S.   WEST     CALUMB Dec.  31 

Loading    Pier    21.    Pouch    Terminal.    Clifton.    S.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

8.8.  WEST     CALUMB Dec.  31 

Loading    Pier    21.    Pouch    Terminal.    Clifton.    S.    I. 


General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1*2* 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street.  Chicago  Phone  Wabash  4Stl 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone   Fort  Hill  3*94 

Bourne  Rldg..  Philadelphia  Phono  Lombard  7050 

Oliver  Bldg..  Pittsburgh  Phone  Grant  7431-2 

GENERAL    PACIFIC    COAST    AGENTS 

Williams.  Dtmond  &  Co.,  310  Saiuome  St.,  San  Francis** 
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GRAIN,  MINN.  AND  WIS.  TO  EAST 

Efforts  of  Western  Trunk  Line  carriers  and  Minnesota  and 
Wisconsin  millers  and  grain  dealers  to  effect  a  readjustment  of 
the  rates  on  grain  and  grain  products,  from  Minneapolis  and 
interior  Minnesota  and  Wisconsin  points  to  Eastern  Trunk  Line 
territory,  on  substantially  the  same  differential  basis  which 
existed  prior  to  federal  control  in  these  rates  over  the  rates 
lake-and-rail,  via  Duluth,  reached  the  hearing  stage  before  Ex- 
aminer J.  Edgar  Smith,  in  Chicago,  December  12.  Under  the 
,ti*e,  I.  and  S.  1434,  proportional  grain  rates  from  Minnesota 
and  Wisconsin  to  eastern  destinations,  tariffs  which  had  been 
put  in  by  the  carriers,  to  become  effective  October  31  and  to 
expire  December  31,  1921,  and  which  were  suspended  by  the 
Commission,  were  considered.  These  tariffs  (C.  St.  P.  M.  &  O., 
Sup.  11  to  I.  C.  C.  4398;  D.  S.  S.  &  A.,  Sup.  5  to  I.  C.  C. 
3077;  M.  St.  P.  &  S.  Ste.  M.,  I.  C.  C.  5050,  and  E.  B.  Boyd's, 
Sup.  1  to  I.  C.  C.  A-1230)  were  compiled  following  conferences 
with  Traffic  Director  Hardie,  of  the  Commission,  held  in  Chi- 
cago last  spring,  and  sought  to  give  Minneapolis  and  the  in- 
terior markets  an  entrance  into  the  eastern  market,  by  putting 
into  effect  through  overhead  rates  from  Minneapolis  and  other 
producing  points  in  the  states  mentioned,  in  lieu  of  the  com- 
bination of  proportionals  now  in  effect  via  Chicago. 

According  to  P.  B.  Townsend,  vice-president  in  charge  of 
traffic  for  the  Minneapolis  &  St.  Louis,  who  represented  the 
western  lines,  the  rates  contained  in  the  suspended  tariffs  would 
not  mean  radical  reductions  when  considered  in  relation  to  the 
proportionals  to  and  east  of  Chicago,  which  will  be  in  effect 
after  the  proposed  10  per  cent  cut  on  agricultural  products  is 
made  operative.  Export  rates  are  now,  he  said,  on  a  lower  basis 
than  the  rates  proposed,  numerous  exhibits  of  which  were  in- 
troduced. These  showed,  for  instance,  he  said,  that  the  proposed 
rate  from  Minneapolis  to  New  York  was  40  cents  a  hundred 
pounds  on  coarse  grains,  compared  with  the  proportional  com- 
bination 43.5  cents,  which  will  be  in  effect  when  the  10  per  cent 
reduction  goes  in,  probably  011  January  1,  1922.  On  wheat  the 
exhibits  showed  a  proposed  rate  from  Minneapolis  to  New  York 
one-half  cent  lower  than  the  combination  of  proportionals  after 
January  1,  which  will  be  43.5  cents;  and  on  grain  products  the 
suspended  rate  was  shown  to  be  43  cents  against  the  new  com- 
bination of  44  cents,  he  said. 

Mr.  Townsend  pointed  out  that,  although  the  suspended 
•tariffs  were  marked  for  expiration  at  the  end  of  this  year,  it 
was  the  intention  of  the  carriers,  in  connection  with  the  pro- 
posed general  reduction  in  the  rates  on  agricultural  products,  to 
continue  in  effect  all  such  reductions  already  made  for  a  period 
of  at  least  six  months.  He  said  that  sixth  section  permission 
had  been  granted  to  Mr,  Boyd  to  publish  a  supplement  to  the 
suspended  tariff  so  as  to  carry  its  effectiveness  along  to  the  end 
of  June,  1922. 

The  differential  that  existed  before  the  War,  in  the  Minne- 
apolis all-rail  and  the  Duluth  rail-and-water  rates,  was  fairly  con- 
stant between  2  and  4  cents,  according  to  the  witness.  Minneapolis 
and  interior  millers  and  grain  dealers,  he  said,  had  absorbed 
that  differential  and  were  enabled  to  do  so  because  of  advan- 
tageous location  and  marketing  conditions.  At  the  present  time, 
however,  such  absorption  was  impossible,  he  said,  because,  using 
the  coarse  grain  rate  as  an  example,  there  was  a  spread  of  over 
20  cents -in  the  rates  against  Minneapolis.  Even  the  proposed 
rate  on  coarse  grain  from  Minneapolis,  he  said,  would  mean 
that  the  dealers  there  would  have  to  absorb  12  cents  in  order 
to  lay  their  course  grains  down  in  New  York  in  competition 
with  the  dealers  in  the  Duluth  market. 

Referring  to  the  establishment  of  through  overhead  rates 
from  the  Minnesota  and  Wisconsin  points  to  the  East,  Mr.  Town- 
send  said  that  was  the  only  logical  thing  to  do. 

"Who  has  ever  heard  of  trying  to  meet  water  competition 
by  establishing  proportional  rates  from  competing  market  points 
to  competing  destinations  via  some  interior  podnt?"  he  asked. 
"The  southern  lines  do  net  meet  the  water  competition  on  the 
lower  Mississippi  by  establishing  proportionals  via  Memphis. 
We  think  that,  on  a  movement  as  heavy  and  as  steady  as  that 
of  grain  and  grain  products  from  Minneapolis,  perhaps  the 
largest  grain  market  in  the  country,  and  the  surrounding  terri- 
tory, to  the  east,  the  largest  consuming  territory,  through  rates 
might  well  be  made  considerably  lower  than  the  proportional 
combinations,  so  as  to  give  these  markets  a  fair  show,  and  the 
carriers  serving  them  a  fair  share  of  the  grain  and  grain 
products  tonnage." 

H.  A.  Feltus,  speaking  for  the  coarse  grain  shippers  of 
Minneapolis,  at  the  hearing,  December  13,  said  dealers  in  coarse 
grains  in  that  market  were  severely  injured  by  the  rate  handicap 
;they  have  been  under  since  the  abolition  of  through  overhead 
rates  from  Minneapolis  to  the  East  during  federal  control.  He 
said  elevators  in  Minneapolis  had  a  storage  capacity  of  55,000,000 
'bushels,  which  represented  a  considerable  investment  and  which, 
to  a  great  extent,  were  now  lying  idle.  Export  trade,  also,  he 
said,  was  adversely  affected  by  the  rate  adjustment,  much  of  it 
going  to  the  Canadian  producers  and  markets. 

J.  S.  Pillsbury,  vice-president  of  the  Pillsbury  Flour  Milling 
Company,  speaking  .for  Minneapolis  flour  interests  generally. 


spoke  of  the  necessity  for  keeping  the  milling  industry  in  the 
Northwest,  because  of  the  fact  that  its  by-products  were  neces- 
sary to  the  dairying  industry,  which  was  strongest  in  Minne- 
sota, Iowa  and  Wisconsin.  He  said  that  since  the  present  rate 
adjustment  was  in  effect,  his  company  and  others  in  Minneapolis 
lost  many  of  their  largest  customers  to  eastern  millers,  who 
found  it  necessary  to  enlarge  their  plants. 

"Were  it  not  for  our  heavily  advertised  brands  of  flour,  sold 
at  retail  to  the  housewives,"  said  Mr.  Pillsbury,  "we  would  have 
loss  business  than  we  have  at  present,  which  is  not  very  much." 
"He  said  it  was  to  the  advantage  of  the  railroads  to  haul 
flour  from  the  Northwest  to  the  East  rather  than  wheat,  for 
the  former  could  not  be  moved  in  boats  except  in  packages 
and  was  therefore  not  liable  to  t<3  diverted.  Wheat,  on  the 
other  hand,  he  said,  was  often  diverted  to  various  water  routes. 
The  drawing  force  exerted  by  the  low  lake  rates  was  so 
strong  at  times,  according  to  Mr.  Pillsbury,  as  to  draw  most 
of  the  northwestern  wheat  through  Duluth  and  cause  the  Min- 
neapolis miller  to  go  into  the  Southwest  for  his  grain  supply. 
A  somewhat  similar  story  was  told  by  C.  T.  Vandenover, 
representing  the  southern  Minnesota  mills,  who  said  that  his 
companies  suffered  all  the  hardships  of  the  Minneapolis  millers, 
due  to  the  exaggerated  differential  in  the  rates  over  the  two 
routes,  and  suffered,  in  addition,  because  they  milled  and  shipped 
flour  under  .milling-in-transit  arrangements. 

Representatives  of  Missouri  River  and  Chicago  grain  and 
milling  interests  protested  against  the  proposed  reductions  in 
rates  from  Minneapolis  and  interior  Minnesota  and  Wisconsin 
points  to  the  East  on  grain  and  grain  products,  December  14. 

J.  S.  Brown,  manager  of  the  transportation  department  of 
the  Chicago  Board  of  Trade,  said  the  proposed  rates  would 
create  discriminations  at  both  ends  of  the  haul.  He  said  that 
through  overhead  rates  were  not  the  proper  ones  to  apply  and 
that  those  in  effect  prior  to  May,  1918  had  been  withdrawn  at 
the  request  of  the  Commission. 

"If  the  carriers  think  that  Minneapolis  is  at  a  disadvantage 
and  want  to  get  a  greater  portion  of  the  tonnage  than  they  now 
receive,"  he  said,  "the  proper  method  to  use  would  be  a  reduc- 
tion in  the  rates  into  Minneapolis,  not  a  readjustment  of  the  rate 
out  of  that  market  which  will  disturb  an  important  rate  rela- 
tionship." 

Kansas  City  millers  said  that  the  proposed  reductions  would 
give  Minneapolis  a  greater  advantage  than  that  market  now  en- 
joyed. Their  principal  competition,  they  said,  was  not  as  re- 
lated by  the  Minneapolis  interests,  from  eastern  millers,  but  from 
the  Minneapolis  millers  themselves.  The  eastern  competition, 
they  insisted,  was  secondary. 

"For  a  long  time  prior  to  General  Order  28,"  said  W.  R. 
Scott,  transportation  commissioner  of  the  Kansas  City,  Missouri, 
Board  of  Trade,  we  operated  at  a  disadvantage  of  3.7  ce»ts  as 
compared  to  Minneapolis.  Since  that  time  the  spread  has  widened 
to  5i^  cents  and  now  it  is  proposed  to  make  the  difference  8 
cents  a  hundred  pounds." 

Thi»  advantage,  amounting  to  $17.50  on  a  car  of  flour  to  New 
York,  or  16%  cents  a  barrel,  was  enough  to  make  the  Kansas 
City  miller  forego  all  profits  and  accept  a  loss  in  order  to  get 
the  eastern  business,  it  was  said. 

To  use  the  rates  charged  by  boats  for  the  cross-lake  hauling 
of  grain  during  1921,  in  making  comparisons  of  rates  from 
Duluth  to  the  East  with  those  from  Minneapolis  to  that  ter- 
ritory, was  not  fair,  according  to  F.  S.  Keiser,  of  the  Duluth 
Board  of  Trade,  who  testified  at  the  hearing  on  I.  and  S.  1434, 
December  15,  because  boat  rates  were  far  below  normal  during 
that  year.  He  said  that  when  the  normal  rate  was  used,  and 
allowances  made  for  handling  at  the  two  lake  terminals,  in- 
surance and  brokerage,  very  little,  if  any,  differential  existed 
in  the  two  rates. 

"Minneapolis  has  the  whole  of  Central  Freight  Association 
territory  and  the  Southeast  to  which  it  can  ship,"  he  said.  "We 
do  not  think  that  Duluth,  with  a  milling  capacity  only  7  per 
cent  as  great  as  that  of  Minneapolis,  should  be  excluded  from 
the  eastern  markets;  and  that  is  just  what  these  tariffs  will  do 
if  allowed  to  become  effective." 

While  the  tariffs  in  question  prescribed  through  overhead 
rates  from  Minneapolis  to  the  East  for  application  only  on  such 
grain  and  grain  products  as  originated  in  a  limited  area  in  the 
Northwest,  from  which  the  rates  to  Duluth  and  Minneapolis 
were  the  same  or  from  which  the  rates  to  Duluth  were  lower 
than  those  to  Minneapolis,  the  witness  insisted  that  the  prac- 
tical effect  would  be  to  apply  the  proposed  rates  on  all  grain 
and  graim  products  out  of  Minneapolis,  because  it  would  be 
impossible  to  say,  after  milling  or  elevating,  from  where  the 
grain  had  come. 


Z.  &    E.  ABANDONMENT 

The  Zwolle  &  Eastern  Railway  Company  has  applied  to  the 
Commission  for  authority  to  abandon  its  line  from  Beck,  La., 
to  Elliot,  La.  The  line  is  a  logging  road  and  the  timber  in  the 
adjacent  territory  has  .been  cut  and  removed,  the  company  said. 
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Be  a  Certified 
Traffic  Manager 

Learn  By  This 

New  Quick  Method 


Salary  $2,500  to  $10,000 


VISIBILITY 

ACCURACY 

• 


AulOMAIIC 


TARIFF  FILES 


READ— 

Withou (/.Removing  Tariffs  From  Files 


A  Year  and  More 


Get  into  this  new  big  pay  field  now  1  The  traffic  director  of  •  Detroit 
concern  earns  $19,600  a  year — a  Cleveland  traffic  man  receive*  $24,000. 
Of  course  every  man  cannot  equal  these  brilliant  successes,  but  number- 
less traffic  positions  pay  from  $2,500  to  $10,000  a  year.  The  work  is 
fascinating  and  intensely  interesting  and  the  rewards  are  bigs  Thou- 
sands of  men  are  needed  now.  Why  don't  yon  qualify  for  one  of  these 
big  pay  jobs? 

Learn  in  Spare  Time 

You  can  quickly  master  the  secrets  of  traffic  management  through 
nr  simple  method  of  spare  time  study.  The  American  Commerce  Asso- 
iation  staff  of  experts  can  qualify  you  for  a  good  traffic  job  in  an 
mazingly  short  time.  You  don't  need  to  take  a  moment's  time  from 
our  present  work — and  after  you  have  qualified  we  assist  yon  to  secure 
well-paid  position. 

Write  for  Free  Illustrated  Booklet 

Let  us  send  yon  this  free  illustrated  book  on  traffic  management  and 
traffic  opportunities.  Find  out  what  we  have  done  for  hundreds  of  suc- 
cessful members  and  what  they  say  of  the  A.  C.  A.  Learn  how  we  ca« 
help  you  to  a  lasting  success  and  a  position  of  prestige  and  Importance. 
Don't  delay  I  Send  us  a  postal  today  1  Address 

AMERICAN  COMMERCE  ASSOCIATION 

Dept.  212-C  4043  Drexel  Blvd.,  Chicago,   III. 


Tsrtffn  snd  wpplemsntii  »n> 
rmWIv  .rriniM  siwi  qulctlr  re- 
ferral I..  The  I  <'  C  niiniher» 
or  the  whole  (Irrt  form  mmr  h» 
resd  wlilupiit  r«Bi»«»l  ''""'HU 
file.  The  r«moii§  AUTOMATIC  V 
KXI'ANSIDN  prnrtdei  J»  ' 
portsnt  romenlenoe  so  lost  i 
psrtlrular  T»r1IT  mw  >*>  turn"! 
to  wlthuul  ell«tiirbln«  sny  other, 
snd  the  V  Bpre«d  '""•'"•• 

open    for    Instant    rsplsoe- 
nient    without   Jamming   or 
crumpllix. 
Contents  alwari  or- 
derly     and      packed 
tight   when  closed. 

Many  of  the  moat 
progressive  offices  al- 
ready roallie  the 
enormous  advantages 
of  tlie  AI'TflMXTH 
V  EXI'AN'HIOV. 
WOOD -HTKBI.  li»X 
8TRl:<rnON  snd 
the  completeneas  of 
lines  to  sen«  "fenr 
requirement  better. 


Send  for  General 
Catalog  22T  and 
Tariff  Folder  T.F. 


AUTOMATIC  FILE 
AND  INDEX  CO. 
EAST  IOTH  STREET 
GREEN  BAY,  WIS. 


Fortnightly 
Sailings 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


100  A-l  Steel 
Steamers 


BOSTON,  MASS. 
PHILADELPHIA,  PA. 
PORTLAND,  ME. 


SAN  DIEGO 
and   H     LOS  ANGELES 

SAN  FRANCISCO 


OAKLAND 

ASTORIA 

PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through  Bills-of-Lading  to  Hawaiian  Island*  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 

Owners  and  Operators  U.  S.  Shipping  Board  Ships 

136  South  4th  Street,  Philadelphia  111  Summer  Street,  Boston  601  Bessemer  Building,  Pittsburgh 

98  Exchange  Street,  Portland  2  Stone  Street,  New  York  142  South  Clark  Street,  Chicago 


or, 


ADMIRAL   LINE.  Pacific  Coast  Ports 


No  Waiting  No  Writing  No  Telephones  No  Tariffs 

"A  child  can  find  them" 

FREIGHT    RATES 

To  and  from  points  in  the  United  States  and  Canada 


Furnishes  Executives  with  the  **  j^  []§S  J]V(j     COSTS**  for  a11  Purcha8es  and  sales 


GETZLER'S  GUIDE,  Inc.    .     Rochester,  New  York 


Publishers  of  Loose  Leaf  Freight  Rate  Issues  Since  1913 
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POSTMASTER  GENERAL'S  REPORT 

The   Traffic   World    Washington  Bureau 

Postmaster-General  Will  H.  Hays,  in  his  annual  report,  said 
that  the  postal  service  should  neither  be  conducted  for  profit 
nor  need  it  ultimately  be  run  at  a  loss.  He  said  if  it  were  a 
question  between  the  best  practical  service  on  the  one  hand  and 
a  poorer  service  with  revenue  meeting  cost  on  the  other,  decision 
should  be  resolved  in  favor  of  rendering  the  service. 

In  a  summary  of  the  report  issued  by  the  Post  Office  De- 
partment it  was  stated  that  the  revenues  for  the  fiscal  year 
1921  were  $463,291,274. 

"There  was  a  deficit  as  usual,"  the  Department  said,  "but 
included  in  the  expenditures  were  the  extraordinary  payments 
of  $76,130,301.03  for  increased  compensation  to  the  railroads 
under  the  Interstate  Commerce  Commission's  order  and  which 
is  not  chargeable  to  this  fiscal  year,  but  to  the  three  preceding 
ones.  The  deficit  assignable  to  the  fiscal  year  is  $81,387,387.08, 
due  in  the  main  to  the  additional  expenditure  for  the  year  of 
$41,855,000  for  increased  compensation  very  properly  allowed  to 
postal  employes  by  the  reclassification  act  and  $30,000,000  in- 
creased allowance  to  the  railroads  ordered  by  the  Interstate 
Commerce  Commission. 

"The  postage  paid  on  mail  matter  which  constitutes  the 
chief  source  of  postal  revenues  amounted  to  $411,307,215.25,  or 
88.74  per  cent  of  the  total  revenues. 

"The  mails  were  carried  over  232,503  miles  of  railroads,  at 
an  annual  cost  of  $93,550,039.  The  annual  rate  for  the  side  and 
terminal  service  was  $4,286,775.  During  the  year  the  depart- 
ment's administration  under  the  commission's  space  basis  order 
was  strengthened  by  its  further  decisions  and  the  claims  for 
over  $15,750,000  additional  pay  disallowed  by  it. 

"Service  by  the  electric  roads  covered  7,910  miles  of  railways 
and  cost  $526,792.  Mails  were  carried  by  power  boats  over  30,- 
962  miles  of  routes,  at  a  cost  of  $865,031. 

"The  Postmaster-General  has  restored  the  transportation  of 
the  mails  from  incoming  vessels  at  quarantine  up  the  New  York 
Bay  and  Harbor  to  the  piers,  advancing  the  foreign  mails  many 
hours  in  delivery  and  forwarding. 

"The  government-owned  motor  vehicle  service  was  extended 
to  42  additional  cities,  making  a  total  of  262  cities  where  the 
service  is  in  operation.  The  cost  was  $11,777,842.  A  reorganiza- 
tion of  this  service  has  been  in  progress  and  a  standardization 
of  trucks  is  being  effected.  The  37  kinds  found  in  the  service 
are  being  reduced  to  8  standard  types.  Special  economies  in 
cost  of  operation  are  being  effected.  In  conjunction  with  this 
service  the  department  operates  also  the  contract  vehicle  serv- 
ice in  cities,  which  costs  $3,503,928. 

"Ninety  per  cent  of  the  mails  in  weight  are  carried  on  the 
railroads,  and  most  of  this  is  distributed  en  route  by  the  rail- 
way postal  clerks.  The  letter  and  daily  newspaper  mails  are 
being  given  every  attention  to  advance  their  dispatch  and  de- 
livery. All  other  classes,  including  the  important  parcel-post 
mails,  are  receiving  most  careful  attention  and  are  expedited 
in  delivery.  At  the  close  of  the  year  there  were  20,620  officers 
and  employes  in  the  service.  The  average  annual  salary  of  the 
clerks  was  $2,021  on  June  30,  an  increase  of  $253  over  the  pre- 
ceding year.  With  the  travel  allowance  the  average  was  $2,212. 

"Large  improvements  in  the  terminal  railway  post-office 
facilities  in  Chicago  and  New  York  are  under  way.  The  Chicago 
project  will  cost  $500,000  annual  rental  for  the  first  5  years  and 
$310,000  a  year  for  the  following  15  years.  This  will  be  offset  by 
reductions  in  other  rentals  and  economies  amounting  to  $550,- 
000  a  year. 

"The  congested  condition  in  the  general  post-office  in  New 
York  City  is  being  met  by  provision  for  the  erection  of  large 
structures  over  the  Pennsylvania  tracks  and  the  New  York  Cen- 
tral Railroad  tracks.  These  buildings  will  be  rented  by  the 
department  and  will  furnish  extensive  additions  for  postal 
purposes." 

Postmaster-General  Hays,  in  discussing  the  parcel  post  serv- 
ice in  his  report,  said: 

"The  impression  prevails  that  (he  parcel  post  is  producing 
a  large  profit.  It  was  stated  that  it  made  a  profit  of  $10,000,000 
for  the  fiscal  year  ended  June  30,  1920.  This  was  based  on 
prewar  figures  largely.  It  is  my  opinion  that  the  parcel  post 
by  no  means  pays  for  itself.  The  parcel  post  is  an  invaluable 
service  to  the  public  and  must  be  expanded.  It  is,  however,  a 
commercial  proposition  and  should  pay  its  way.  Any  intelligent 
revision  of  postage  rates  must  await  a  proper  ascertainment  of 
cost. 

"The  department  in  1907  secured  fundamental  data  as  to 
weights,  number  of  pieces,  and  revenues  under  authority  of  an 
act  of  Congress  and,  together  with  other  factors,  made  an  ascer- 
tainment of  the  cost  of  carrying  and  handling  the  several  classes 
of  mail  matter  and  performing  the  special  services  in  1908.  This 
estimate  was  afterwards  in  1911  investigated  and  reported  upon 
by  the  Hughes  Commission.  Since  that  report  there  has  been 
no  systematic  collection  of  -data  upon  as  general  a  plan  for 
a  like  purpose,  and  the  department  today  is  without  the  ade- 
quate information  upon  which  to  make  a  reliable  estimate. 

"While  it  is  necessary  to  have  this  ascertainment  as  a  basis 
for  any  intelligent  change  in  the  parcel-post  rates,  it  is  also 


highly  important  to  know  the  relation  between  postage  revenue 
and  estimated  cost  of  carrying  and  handling  the  other  classes 
of  mail  and  performing  the  special  services.  Therefore,  in  ac- 
cordance with  the  judgment  of  the  Post  Office  Committees,  the 
Joint  Postal  Commission  and  the  department  have  undertaken 
to  make  this  ascertainment.  The  commission  has  charge  of  the 
matter  and  is  authorizing  the  procedure  and  will  ultimately 
make  its  findings.  It  is  obvious  that  the  Post  Office  Department 
must  perform  the  large  part  of  the  work  through  its  various 
agencies.  To  this  end  arrangements  have  been  made  for  com- 
petent officers  of  the  department  to  take  charge  of  this  feature 
of  the  work  and  they  will  proceed,  in  co-operation  with  the 
efficiency  engineers  employed  by  the  commission,  with  the  ap- 
propriate plans  and  preliminary  preparations  and  the  conduct 
of  the  work  to  its  final  conclusion  for  submission  to  the  com- 
mission. We  will  also  have  the  advice  of  some  one  specially 
qualified  to  be  designated  by  and  from  the  force  of  the  Inter- 
state Commerce  Commission. 

"Parcel-post  conventions  were  concluded  during  the  year 
with  Spain,  Indo-China,  Persia,  the  Straits  Settlements,  French 
Cameroon,  Latvia,  Finland,  Kingdom  of  the  Serbs,  Croats  and 
Slovenes,  and  the  Fiji  Islands.  It  is  possible  that  parcel-post  ar- 
rangements will  be  made  with  Cuba  in  the  near  future.  Parcel- 
post  service,  which  was  suspended  during  the  war  period,  has 
been  resumed  with  Germany,  Austria,  and  Hungary.  On  Sep- 
tember 13,  1921,  parcel-post  service  was  inaugurated  with  Russia, 
via  England. 

"There  are  now  in  effect  conventions  with  93  countries,  and 
95  points  tributary  thereto  are  provided  with  parcel-post  serv- 
ice. The  weight  of  parcel-post  mail  dispatched  from  the  United 
States  during  the  year  was  approximately  36,716,396  pounds,  an 
increase  of  about  10  per  cent  over  the  previous  year. 

"A  gratifying  increase  of  5.84  per  cent  is  shown  in  the  weight 
of  parcel-post  matter  dispatched  to  Central  and  South  America 
and  the  West  Indies.  The  increase  with  respect  to  Mexico  is 
marked,  being  96.64  per  cent  over  the  volume  dispatched  in  1920. 
The  total  weight  of  the  matter  dispatched  was  4,508,353  pounds, 
the  greatest  since  the  establishment  of  the  service  with  Mexico. 

"The  department  will  continue  its  policy  of  extending  parcel- 
post  facilities  in  the  foreign  service  whenever  international  re- 
lations are  stabilized  and  it  is  possible  to  enlist  the  co-opera- 
tion of  the  countries  involved." 


INTERLOCKING  DIRECTORATES 

The  Commission  has  authorized  officers  of  the  Chesapeake 
&  Ohio  and  its  subsidiaries  to  retain  their  positions  with  those 
and  other  companies. 

Howard  Elliott  has  been  permitted  to  retain  his  position? 
with  the  Northern  Pacific,  Chicago,  Burlington  &  Quincy,  Colo- 
rado &  Southern,  New  York,  New  Haven  &  Hartford,  New  York, 
Ontario  &  Western  and  other  roads. 

Officers  of  the  St.  Louis-San  Francisco  Railway  and  certain 
of  its  subsidiary  lines  have  been  permitted  to  retain  their  posi- 
tions with  those  lines  and  with  the  Ft.  Worth  Rio  Grande,  St. 
Louis,  San  Francisco  &  Texas  Railway  and  other  lines. 

M.  L.  Bell,  vice  president,  director  and  general  counsel  of 
the  Chicago,  Rock  Island  &  Pacific  Railway  and  other  officers 
in  that  and  certain  of  its  affiliated  lines  have  been  authorized 
to  retain  their  positions  with  those  and  other  lines. 

Officers  of  the  Copper  River  &  Northwestern  Railway  have 
received  permission  to  hold  their  positicns  wth  that  road  and 
with  the  Northern  Pacific  Railway,  New  York,  Susquehanna  & 
Western  Railroad  and  others. 

Officers  of  the  St.  Louis,  Troy  &  Eastern  Railroad  and  the 
St.  Louis  &  Illinois  Belt  Railway  have  been  permitted  to  retain 
their  positions  with  those  roads. 

The  Commission  has  authorized  officers  of  the  East  Ten- 
nesee  &  Western  North  Carolina  Railroad  to  hold  positions  with 
the  Linville  River  Railway. 

The  Commission  has  authorized  Frank  Kell,  president  of  the 
Clinton  &  Oklahoma  Western,  to  retain  his  positions  with  the 
Wichita  Falls  &  Southern;  Festus  J.  Wade  to  hold  the  position 
of  director  in  the  St.  Louis-San  Francisco  and  the  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis;  T.  J.  Maloney  to  serve  as 
auditor  and  general  freight  agent  of  the  Chicago.  West  Pullman 
&  Southern,  the  peering  Southwestern,  the  Illinois  Northern 
and  the  Owasco  River  Railway;  F.  V.  Dubrouillet  to  retain  his 
positions  with  the  Apalachicola  Northern,  the  Port  St.  Joe 
Dock  &  Terminal,  and  the  Chicago,  Milwaukee  &  Gary;  J.  T. 
Odell  to  retain  his  positions  with  the  Pittsburgh,  Bessemer  & 
Lake  Erie  and  the  Lake  Erie,  Franklin  &  Clarion;  Henry  K. 
McHarg  to  retain  his  directorships  in  the  New  York  &  Stam- 
ford. New  York,  Ontario  &  Western  and  Detroit  &  Mackinac. 

The  officers  of  the  Richmond,  Fredericksburg  &  Potomac 
and  the  Richmond  Terminal  Railway  were  authorized  to  retain 
the  positions  they  hold  in  those  and  other  companies. 

CHANGE    IN    DOCKET 

Hearing  in  I.  and  S.  1450,  cancellation  of  class  rates  from 
Indiana  to  Ohio  destinations  via  the  Terre  Haute,  Indianapolis 
&  Eastern  Traction  Co.,  was  set  for  Indianapolis,  December  17, 
before  Examiner  McQuillan. 


I><Ti-mli.<i    17.    HOI 


THE    TRAFFIC     WORLD 


1281 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Between 
MONTREAL 
BOSTON 
•nd 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sts.  Telephone  Central  2050 


NEW  YORK 
BALTIMORE 

QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


NOSA  LINE 


Monthly  Sailings  to  Principal  Port* 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Passenger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Ports 

Three  week  freight  sailings 

Haitien,  Dominican  and  Cuban  South  Side  Ports 

For  farliculars  apply 

604-1?  Queen  &  Crescent  Bldg..  New  Orleani,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  M<  Marquette  Bldg. 
Cable  Address:  "Orleanahlp" 


New  Orleans   & 
South    American  S.S.  Co. 

INCORPORATED 


Pacific  Mail  Steamship  Co. 


PASSENGERS  AND  FREIGHT 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  CRUISE" 

From  San  Francisco,  Los  Angeles  to  Baltimore,  calling  at  ports 

in  Manzanillo,  Mexico,  San  Jose  d«  Guatemala, 

La  Libertad,  Salvador  and  Cuba. 

5.5.  Ecuador  sails  from  Baltimore  December  21st 

5.5.  Venezuela  sails  from  San  Francisco  January  3rd 

PASSENGER  AND  FREIGHT  EXPRESS  SERVICE 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-one  days 

General  Offices:  508  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Skip- 
ping Board  21,  100-ton  displacement,  1 7 J^-knot,  steamers :  5.5. 
Golden  State  (January  Nth);  5.  5.  Empire  State  (February 
7th);  5.  5.  Hoosier  State  (March  4th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  5.  5.  Wolverine  State  (January 
I9th);  S.  5.  Creole  State;  S.  5.  Granite  State. 

Through  bill*  of  lading  Issued  to  and  from  pointt  beyond  port  t  of  call 

For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Customs  House  Brokers,  Forwarding 
and  Clearing  House  Agent* 

LAREDO,  TEXAS 

Branch.,  in  all  Principal  Citie.  in  th*  Republic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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RAILWAY  STATISTICS  FOR  1920 

Not  only  is  the  eighteenth  annual  report  of  the  Bureau  of 
Railway  Statistics  the  earliest  and  fullest  handbook  on  Ameri- 
can Railways  for  the  year  to  December  31,  1920,  but  it  covers 
their  income  report  for  the  fiscal  year  to  June  30,  1921.  The 
former  is  based  on  identical  reports  to  the  Interstate  Commerce 
Commission  from  463  companies  operating  250,834  miles  of  line, 
while  the  latter  is  compiled  from  monthly  income  reports,  and 
covers  an  aggregate  of  258,735  miles  and  is  subject  to  revision. 

In  the  absence  of  official  information,  the  report  estimates 
the  loss  of  the  government  resulting  from  its  thirty-two  months' 
guaranty  of  compensation  during  federal  control  as  follows: 

Gov't  guarantee.  Net  income.  Gov't  loss. 

Year.                                               (thousands)  (thousands)  (thousands) 

1918    ..|      940,000  $700,000  $  22Mn 

940.000  515,000  425,000 

1920  (eight  months) 624,000  d  154,810  778,810 


Total    2,504,000 


1,060,190 


1,443,810 


This  takes  no  account  of  what  the  government  owes  the 
railways  on  final  adjustment  for  under-maintenance  and  bal- 
ances. Neither  does  it  include  the  $1,144,000,000  advanced  by 
the  government  for  equipment  and  additions  and  betterments 
during  federal  control. 

The  mileage  of  line  and  track  at  the  close  of  1920  covered 
by  the  report,  compared  with  that  in  1916,  when  last  officially 
reported  for  all  roads  by  the  Commission,  was  as  follows: 

Bureau, 
1920. 

Single   track    250,834 

Second  track    30,60! 

Third  track   2,854 

Fourth  and  other  main  track ,.,'SZ*. 

Yard  tracks  and  sidings  106,394 


Official, 

1916. 

259,705 

29,414 

2,721 

2,190 

102,984 


Total,  all  tracks   392,394 


397,014 

During  the  year  only  313.71  miles  of  line  were  built  against 
535.52  reported  as  abandoned,  making  a  total  of  3,970  miles 
abandoned  in  the  last  four  years,  or  1,270  miles  more  than  was 
constructed  in  that  period. 

Where  normal  conditions  are  said  to  require  the  annual 
installation  of  3,000  new  locomotives,  2,000  new  passenger  cars 
and  at  least  100,000  new  freight  cars,  the  report  shows  only 
2,022  locomotives,  1,272  passenger  cars  and  60,955  freight  cars 
built— where  the  roads  report  1,334  and  834  and  72,942,  respect- 
ively, retired  during  the  year. 

The  net  capitalization  covering  the  mileage  reported  is 
figured  out  thus: 

Oaptital   stock    (194,444   miles   owned) $7.631,189,721 

Funded  debt  (194,444  miles  owned) 11,180,671,308 

Receivers'  certificates  (194.444  miles  owned) 19,163,372 

Rental  (56,390  miles  leased)  @  5  per  cent 2.583,801,760 

Total,  250,834  miles  operated  21,414,826,153 

Deduct  railway  investments   3,328,009,333 

Net  capital,  December  31.  1920 18,086,816,820 

Net  capital  per  mile  of  line 72,10( 

Net  capital  per  mile  of  track 45,998 

It  is  noted  that  this  is  the  first  time  the  net  capitalization 
of  American  railways  averaged  over  $70,000  a  mile.  New  cap- 
ital listed  on  the  New  York  Stock  Exchange  in  1920  amounted 
to  $320,939,350,  of  which  $223,816,550  was  for  bonds  and  $87,- 
122,800  for  stocks. 

The  investment  in  the  reporting  companies  and  their  non- 
operating  subsidiaries  is  placed  at  $20,706,766,207,  which  may 
be  compared  with  the  Commission's  valuation  of  $18,900,000,000 
plus  the  $1,144,681,582  invested  by  the  governhent  during  its 
tenancy  for  equipment,  additions  and  betterments,  making  a 
total  of  $20,044,681,582  investment  up  to  March  1,  1920. 

The  present  value  of  the  equipment  alone  included  in  this 
total  Investment  is  estimated  to  be: 

66,311  Locomotives  @  $25,000  each $1,662,775,000 

21,805  Steel  and  a.  u.  f.  coaches  @  $18.000 392,490,000 

33,128  Wooden  passenger  train  cars  <G>   $8.000 265,024,000 

1,521,345  Steel  and  a.  u.  f.  freight  cars  @  $1,600 2,434,152,000 

843.691  Other  freight  cars  @  $1,100  928.060,000 

102,384  Company  cars  @   $600 61,430,000 

Total    $5,743,931,000 

As  high  as  $88,000  was  paid  in  1920  for  a  single  locomotive 
and  $34,000  for  one  passenger  coach,  while  $3,000  and  over  was 
paid  for  freight  cars. 

Public  Service  in  1920 

The  public  service  of  the  railways  in  1920  represented  in 
mileage  statistics  was  the  largest  in  their  history,  being  as 
follows : 

Passengers  carried   1,253,396 

Passengers  carried  one  mile 47,276,131,000 

Tons  ot  freight  carried 2,305,190,000 

Tons  of  freight  carried  one  mile 411,151,320,000 

The  receipts  per  passenger  mile  were  2.745  cents  and  per 
ton  mile  1.064  cents.  As  a  result  of  the  increase  in  fares  and 


rates  granted  by  the  Commission  in  July,  1920,  these  averages 
advanced  to  3.190  and  1.334,  respectively,  in  April,  1921,  from 
which  they  have  since  receded  substantially,  being  3.006  and 
1.288  cents,  respectively,  for  August,  1921,  and  slightly  lower 
now,  as  reduced  rates  become  effective. 

Income    Account   for   1920 

The  total  revenues  from  operation  amounted  to  the  record 
sum  of  $6,300,160,493,  from  which  has  to  be  deducted  $50,000,000 
on  account  of  back  mail  pay. 

The  principal  items  of  the  income  account,  compared  with 
1919,  are  as  follows: 

1920.  1919. 
Operating  revenues —                                            (thousands)       (thousands) 

Revenue   from   freight    : $4,373,98!!  $3,628,405 

Revenue   from  passengers    1,297,783  1,192,408 

Revenue  from  mail   }5?'56!  ,§H2J 

Revenue   from   express    145, 19(  128, bbl 

Revenue  from  incidentals   167,743  131,669 

Revenue  from  other  operations 162,888.  92,413 


Total 6,300,160 

Operating  expenses — • 

Maintenance  of  way  and  structures $1,054,471 

Maintenance  of  equipment 1,612,356 

Traffic  expenses    75,741 

Transportation    expenses    2,949,014 

General  expenses   177,391 

Miscellaneous  operations    85,911 

Taxes    276,933 

Equipment  and  facilities,  rent 43,965 

Transportation  for  investment,  Cr.-D 3,283 


Total     6,272,499 

Net  operating   income 27,661 

Deduct  back  mail  pay  50,000 

Net  deficit   22,339 


5,231,750 


$    792,733 

1,240,247 

48.062 

2,195,399 

128,814 

51,947 

198,568 

47.603 

1,651 

4,701,721 
530,027 


The  total  operating  expenses  were  divided  among  the  fol- 
lowing accounts: 

Per  cent  of 
revenue. 

Pay    roll    $3,763,772,380  60.22 

Fuel  and  locomotive  supplies 736,304,432  11.78 

Materials,    supplies,    etc 1,251,932,719  20,03 

Loss  and  damages 199,591.262  3.20 

Taxes    276,933,596  4.43 

Equipment  and  facility  rents 43,965,040 

100.36 

Deficit. 22,338,936  .36 

That  last  line  marks  the  lowest  ebb  in  American  railway 
fortunes  within  the  memory  of  Poor's   Manual,  it  is  remarked. 


Total    6,272,499,429 


TELEPHONE  REVENUE 

The  Traffic   World   Washington  Bureau 

The  telephoning  operating  income  of  large  telephone  com- 
panies reporting  to  the  Commission  in  September  was  $9,167,630 
as  against  $7,563,887  in  September,  1920.  The  ratio  of  expenses 
to  revenues  was  $72.46  per  cent  in  September  as  against  75.91 
per  .cent  in  the  same  month  a  year  ago. 

Revenues  totaled  $45,613,211  as  against  $41,935,713  in  Sep- 
tember, 1920,  and  expenses  totaled  $33,052,279  as  against  $31,- 
833,409  in  September,  1920. 

In  the  nine  months  ended  with  September,  the  operating 
income  was  $79,975,689  as  against  $60,561,591  in  the  1920  period. 
The  ratio  of  expenses  to  revenues  was  72.74  per  cent  in  the  1921 
period  as  against  76.54  per  cent  in  the  1920  period. 

Revenues  totaled  $400,807,275  as  against  $360,887,063  in  the 
1920  period,  and  expenses  totaled  $291,561,310  as  against  $276,- 
229,171  in  the  1920  period. 


TELEPHONE   CONSOLIDATION 

The  Perry  County  Telephone  Company  and  the  Citizens  In- 
dependent Telephone  Company  in  a  joint  petition  filed  with  the 
Commission  ask  approval  of  the  proposed  purchase  by  the  Perry 
company  of  the  property  of  the  Citizens  company.  The  two  com- 
panies have  exchanges  in  Perry  county,  Ohio,  and  surrounding 
territory. 

The  Ohio  Bell  Telephone  Company  and  the  Sandusky  Home 
Telephone  Company  in  a  similar  application  ask  approval  of  the 
purchase  by  the  Ohio  company  of  the  property  of  the  Sandusky 
company.  Both  companies  have  exchanges  in  Erie  county,  Ohio, 
and  vicinity. 


C.  M.  &  G.   EXTENSION 

The  Chicago,  Milwaukee  &  Gary  has  applied  to  the  Commis- 
sion for  authority  to  extend  its  line  of  railroad  between  Aurora 
and  Joliet,  111.  The  extension  will  be  approximately  29.2  miles 
long.  The  company  now  uses  the  tracks  of  the  Elgin,  Joliet  & 
Eastern  between  Aurora  and  Joliet  and  states  that  the  provisions 
of  the  contract  under  which  such  use  is  permitted  are  against 
public  policy  and  against  the  spirit  if  not  the  letter  of  the  trans- 
portation act.  "It  frequently  happens,"  the  company  says,  "that 
there  are  such  congested  conditions  of  traffic  between  these 
points  on  the  Elgin,  Joliet  &  Eastern  Railway  as  to  seriously  in- 
convenience the  public  and  deprives  the  applicant  of  the  proper 
and  expeditious  handling  of  its  freight." 
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NEW  YORK  WATERFRONT 

STORAGE  AND  HANDLING  RATES  ARE  LOW. 
DON'T  LET  GENERALIZATIONS  TURN  YOU 
FROM  WAREHOUSING  MOST  ADVANTAGEOUS- 
LY WITH  US  IN  THE  WORLD'S  GREATEST  PORT. 

OBTAIN  UNQUESTIONED  FACILITIES:  CLEAN- 
DEPENDABLE—  STANDARDIZED  WAREHOUS- 
ING. SELECT  YOUR  WAREHOUSEMAN  AS  YOU 
WOULD  YOUR  OWN  BANKER. 

MERCHANDISE  STORAGE  CO.,  Inc. 


FOURTH  AVENUE  AND  SIXTH  STREET, 


BROOKLYN,  N.  Y. 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICESi 
Laredo,  Texas  El  Paso,  Texas  Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Write  a*  for  full  particular*  and  requrit 
m  copy  of  our  shipping  instruction*. 


DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.    Freight  rates  furnished 
upon  application.    Correspondence  solicited. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


MUSKOGEE,  OKLA.  | 

Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 

CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service  snd  Carlo.* 
Distributors 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Memben  American  Wirthousemen'i  Association  and  American  Chain  W  WirihiniM 

B.  R.  &  P.  WAREHOUSE,  Inc. 

Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rates  to  Far  East  Reduced 


Aetna 

Aeina 


Write  us  for  particulars 
fnmnanv    A-  c-  SHERRARD,  Manager 

company,  sun^wp  \t,ni,.  c<»t*m.  Br«I«>,  F*rw»d 


Suite  1201,  14  Eaat  Jackaon  Boulevard.  Chicago 
Ag«nt«  Throughout  the  World.  Phone  HarrUon  1048 

New  York       Boilon       Philadelphia        Baltimore        New  Orleans       Seattle       San  Fr»nci»ce 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persons  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Trtfflc  lirvlo  Corporation,  Colorado  Building,  Washington,  D.  C. 


Rate  Applicable  When  Lowest  Rate  Is  Embargoed 

Pennsylvania.— Question:  A  shipment  is  offered  to  a  carrier 
with  only  the  initial  and  delivering  line  named  in  the  routing. 
The  two  lines  do  not  connect  and  it  is  absolutely  necessary  to 
add  an  intermediate  line.  The  route  via  which  the  minimum 
through  rate  applies  is  embargoed,  so  the  carrier  forwards  the 
shipment  via  another  route,  which  results  in  the  application 
of  a  combination  of  local  rates.  The  shipper,  however,  is  not 
notified  about  the  embargo  nor  of  the  carrier's  intention  to 
forward  the  shipment  via  a  route  which  will  result  in  a  higher 
rate.  Is  an  overcharge  claim  in  order? 

Answer:  If  complete  routing  instructions  via  the  route  over 
which  the  lowest  rate  was  applicable  had  been  shown  in  the 
bill  of  lading  and  the  carrier  had  disregarded  this  routing  with- 
out specific  instructions  from  the  shipper  to  do  so,  the  carrier 
would  be  liable  for  misrouting  and  you  would  be  entitled  to  the 
protection  of  the  rate  applying  via  this  route.  Graham  County 
Lumber  Co.  vs.  Sou.  Ry.  Co.,  50  I.  C.  C.  231. 

When  complete  routing  instructions  are  not  shown  in  the 
bill  of  lading,  it  is  the  duty  of  the  carriers  to  route  a  shipment 
via  the  cheapest  reasonable  available  route  consistent  with  the 
routing  instructions  furnished  by  the  shipper.  Bruner  Co.  vs. 
Sou.  Ry.  Co.,  40  I.  C.  C.  349. 

The  route  over  which  the  minimum  rate  applied  being  em- 
bargoed at  the  time  the  shipment  moved,  this  rate  was  there- 
fore temporarily  withdrawn  during  the  life  of  the  embargo.  In 
view  of  the  fact  that  complete  routing  instructions  were  not 
furnished  and  the  lowest  rate  was  not  shown  in  the  bill  of 
lading,  it  is  our  opinion  that  the  carriers  are  not  obliged  to 
protect  the  rate  applicable  via  the  embargoed  route,  but  only 
the  lowest  rate  applicable  via  an  available  route,  which  is  con- 
sistent with  the  routing  instructions  specified  by  the  shipper. 

All-Rail   vs.   Rai Land-Water   Routes 

Pennsylvania. — Question:  Between  two  certain  points  there 
is  a  through  all-rail  and  a  through  rail-and-water  rate,  the  latter 
lower  than  the  former.  A  shipment  is  offered  to  the  carrier 
unrouted;  the  agent  fails  to  ask  the  shipper  to  designate  a 
route,  but  on  his  own  volition  he  elects  to  forward  the  freight 
via  rail-and-water.  Have  the  Commission  or  the  courts  ever 
ruled  that  in  an  instance  of  this  kind  the  initial  line  agent  must 
forward  the  shipment  all  rail?  Do  not  many  of  the  carriers 
publish  a  provision  of  this  kind  in  their  book  of  instruction  to 
agent?  If  the  Commission  or  the  courts  have  ruled  on  the 
subject  kindly  quote  references.  If  they  have  not  ruled  kindly 
give  us  your  opinion. 

Answer:  In  Conference  Ruling  No.  190  the  Commission 
states  that  where  rail-and-water  and  all-rail  rates  are  available 
the  carrier's  agent  shall  have  the  shipper  designate  which  class 
of  routing  he  desires,  but  holds  that  where  no  class  of  route  was 
designated  by  the  shipper,  the  carrier's  agent  did  not  misroute 
a  shipment  in  forwarding  it  all-rail. 

The  Commission  in  this  conference  ruling  refers  to  the 
limited  liability  of  water  carriers  and  the  question  of  marine 
insurance,  with  the  consequent  necessity  of  protecting  the  ship- 
ment by  marine  insurance,  where  the  rate  does  not  include  such 
insurance,  but,  even  assuming  that  a  failure  on  the  part  of  a 
carrier's  agent  to  secure  a  designation  of  routing  amounts  to 
a  specific  routing  of  the  shipment  via  an  all-rail  route,  unless 
the  total  charges  via  a  rail-and-water  route  are  higher  than  via 
an  all-rail  route,  the  shipper  has  not  been  damaged  so  far  as  the 
matter  of  rates  is  concerned. 

However,  it  seems  reasonable  that  a  shipper  should  be 
given  an  opportunity  to  protect  his  shipment  with  insurance 
and,  therefore,  If  It  is  a  proper  assumption  that  where  a  carrier's 
agent  fails  to  secure  a  designation  of  the  class  of  route  where 
all-rail  and  rail-and-water  routes  are  available,  it  is  the  duty 
of  the  carriers'  agent  to  forward  the  shipment  via  an  all-rail 
route;  if  the  shipment  is  lost  or  damaged  in  transit,  a  right  of 
action  would  b'e  against  the  carrier  for  the  resulting  damages 
on  the  grounds  of  a  deviation  in  route  by  the  carrier. 

We  are  not  aware,  however,  of  decisions  of  the  Commission 
or  courts  covering  such  a  state  of  facts. 


Notice    of    Claim    for    Shortage     on     Returned    Shipment — Time 
Within   Which  to   File 

New  York. — Question:  Under  date  of  May  25,  1920,  we  for- 
warded a  shipment  of  castings  to  a  company  located  in  West 
Helena,  Ark.  Upon  arrival  of  the  shipment  at  destination  the 
consignee  advised  that  they  were  not  at  that  time  in  a  position 
to  accept  delivery,  but  agreed  to  accept  delivery  on  a  later  date. 
We  advised  the  agent  of  the  express  company  at  destination 
accordingly  and  requested  him  to  hold  the  shipment  until  the 
consignee  was  in  a  position  to  accept  delivery. 

However,  after  many  promises  to  accept  this  shipment,  the 
consignee  finally  refused  to  do  so,  and  on  October  1  we  requested 
the  agent  of  the  express  company  to  return  the  shipment  to  our 
factory,  which  was  done,  but  upon  receipt  of  the  shipment  at 
our  factory  under  date  of  October  25,  1920,  it  checked  one  box 
containing  three  castings  short,  and  claim  was  filed  with  the 
express  company,  under  date  of  February  25,  1921,  which,  you 
will  note,  is  exactly  four  months  from  the  date  that  the  shipment 
was  received  at  our  factory  on  the  return  movement. 

The  express  company  now  advise  that  the  loss  occurred 
on  the  outward  movement,  but  as  the  shipment  was  not  ac- 
cepted by  the  consignee,  and  we  were  not  advised  by  the  agent 
of  the  express  company  at  destination  relative  to  any  shortage, 
we,  of  course,  had  no  way  of  checking  same.  We  have  called 
the  attetnion  of  the  express  company  to  this  fact,  advising  them 
that  our  claim  was  filed  within  four  months  from  the  date  that 
shipment  arrived  at  our  factory  on  the  return  movement,  and,  as 
the  shipment  was  not  out  of  the  hands  of  the  express  company, 
we  believe  that  our  claim  is  in  order. 

The  express  company,  however,  states  that  our  claim  should 
have  been  filed  within  four  months  from  the  date  of  shipment 
on  the  outward  movement  to  West  Helena,  Ark. 

Answer:  We  have  been  unable  to  locate  a  decision  cover- 
ing a  statement  of  facts  similar  to  the  instant  case. 

However,  inasmuch  as  the  express  classification  provides 
in  rule  12  for  a  reshipping  charge  to  cover  the  services  of  the 
carrier  in  returning  a  refused  or  unclaimed  shipment,  the  move- 
ment from  and  to  the  point  of  origin  partakes  in  some  respects 
of  a  through  movement.  Furthermore,  there  are  cases  which 
hold  that  the  shipper  is  excused  from  giving  notice  within  the 
time  specified  in  the  contract,  where,  with  the  exercise  of  rea- 
sonable diligence,  a  compliance  with  the  contract  is  impossible. 
However,  as  the  shipment  was  received  on  the  return  movement 
in  ample  time  for  a  claim  to  have  been  filed  within  the  four 
months'  period  from  the  time  the  shipment  reached  its  des- 
tination on  the  outbound  movement,  this  latter  excuse  cannot 
be  pleaded. 

If  the  return  movement  is  a  distinct  movement  from  the 
outbound  movement,  as  we  are  inclined  to  believe  it  is,  and  the 
loss  occurred  on  the  outbound  movement,  the  failure  to  file  a 
claim  or  notice  thereof  within  the  stipulated  time  is  a  good 
defense  to  the  carrier,  but  the  burden  is  upon  the  carrier  to 
show  that  the  loss  occurred  on  the  outbound  and  not  on  the 
return  movement. 

Liability   of    Rail    Carriers    for     Loss    Occurring    on    Connecting 
Water  Carriers 

New  York. — Question:  Your  answer  in  The  Traffic  World 
of  November  12,  in  reply  to  our  inquiry  of  October  27,  is  noted 
and  appreciated.  However,  your  answer,  in  our  opinion,  applies 
to  water  carriers  only,  governed  by  the  Interstate  Commerce 
Commission,  therefore,  would  appreciate  your  version  on  the 
following: 

The  initial  carrier  signs  a  domestic  through  bill  of  lading 
showing  movement  from  New  York  City  to  Oakland,  Calif., 
routed  by  shipper  via  Port  Richmond,  Pa.,  c|o  North  Atlantic 
&  Western  Steamship  Company.  It  has  come  to  our  attention 
that  water  carrier  does  not  come  under  the  Interstate  Commerce 
Commission  and  does  not  publish  tariffs  or  rates  or  concur  in 
rail  line  issues.  They  cannot  literally  participate  in  through 
traffic  from  rail  lines.  They  are  supposed  to  issue  their  hill 
of  lading  covering  movement  from  Port  Richmond,  Pa.,  to  Oak- 
land, Calif.  In  this  particular  case  the  only  bill  of  lading  signed 
by  shipper  was  the  domestic  rail  through  bill  of  lading  for  entire 
movement,  instead  of  shipper  getting  a  bill  of  lading  calling  for  a 
movement  from  New  York  City  to  Port  Richmond;  water  carrier 
then  to  take  hold  and  issue  their  document.  The  rail  carrier 
admits  that  to  be  correct  in  this  case. 

En  route,  while  in  possession  of  water  carrier,  shipment  was 
damaged  by  bursting  steam  pipe;  therefore,  our  opinion  is  that, 
in  view  of  the  rail  carrier  signing  a  though  bill  of  lading  in 
connection  with  a  carrier  not  governed  by  the  Interstate  Com- 
merce Commission,  and  with  whom  they  have  no  arrangements  to 
participate  in  through  business,  they  were  violating  the  act  to 
regulate  commerce,  section  No.  6,  paragraph  7,  subject  to  sec- 
tion No.  10,  paragraphs  1  and  2;  discriminating  in  favor  of  that 
line  against  lines  with  published  through  rates,  governed  by  the 
Interstate  Commerce  Commission;  and  they  should  be  held  re- 
sponsible for  damage  of  this  kind,  as  it  was  negligence  right 
at  the  start. 

You  must  appreciate  that  if  carrier  had  acted  in  good  faith 
t  would  have  forwardd  shipment  via  the  lowest  available  rates 
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Let  Us  Handle  Your  Stocks  of  Merchandise  for  Distribution  Throughout  the 
South  and  Southwest.     Concentrate  Your  Mexico  Shipments  at  Galveston 


Storage 


Forwarding 


Distribution 


Complete 
Organization 


Modern 
Facilities 


Clean  and  Well 

Ventilated 

Warehouses 


Reinforced  Concrete  Warehouses.  Eight  compartments  separated  by  14-inch  fire  walls.  A.  D.  T.  Watchman  Service.  LOW  INSURANCE  RATES. 
The  upper  story  of  our  warehouse,  having  approximately  200,000  sq.  ft.  floor  space,  is  devoted  entirely  to  the  handling  of  merchandise  distribution 
freight.  It  is  25  feet  above,  normal  tide,  insuring  you  absolute  safety  from  hazards  of  all  kinds. 

COTTON    CONCENTRATION    COMPANY     Tnr    LEE  G-  WILEY>  M«na««-  GALVESTON 

l*\SIlVSil      V^WllV^till   1  1\J\  1  IVS11      \^WlVir/\ll    I  ,      inC.  Memb.ri.lili.  Am.rk»n  W«.h««.»«i't  A.«cUli.n 


COFFEE  IMPORTERS 

GALVESTON 

Since  the  re-establishment  of  rail  rates  has  now  given  Galveston  rates  com- 
petitive with  other  ports  based  on  geographical  position,  quantities  of  coffee  are 
now  being  routed  from  Brazil  to  Galveston  for  distribution  to  points  in  the 
Mississippi  Valley  and  West  of  the  Mississippi  River. 

Shipments  can  be  handled  for  immediate  reconsignment  or  for  storage  and 
concentration.  If  the  latter  is  desired  our  services  are  combined  with  those  of 
the  Concentration  Company,  whose  advertisement  appears  on  this  page. 

Our  organization  is  strictly  a  Galveston  organization,  conversant  with  all 
facilities  at  this  port.  This  feature  alone  is  worth  considerable  to  our  clients  in 
prompt  forwarding. 


CORRESPONDENCE  SOLICITED 


THE  STONE  FORWARDING  CORPORATION 


220 — 21st  Street  Galveston 

Forwarders  and  Customs  Brokers 
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on  file  with  the  Commission,  which  would  have  been  all-rail,  as 
initial  carrier  does  not  publish  any  rates  in  connection  with 
high  sea  carriers  on  interstate  business,  in  that  case  eliminating 
section  8  in  its  entirety. 

Answer:  It  is  true  that  no  through  rates  are  published  by 
the  rail  lines  in  connection  with  the  N.  A.  &  W.  S.  C.  Co.,  be- 
tween north  Atlantic  seaboard  points  and  Pacific  coast  ports, 
and  that  it  is  not  the  practice  of  the  rail  carriers  to  issue 
through  bills  of  lading  for  such  traffic. 

Unless  the  Interstate  Commerce  Commission  has,  after  a 
hearing  and  by  formal  order,  established  through  rail-and-water 
rates  to  apply  on  such  traffic,  the  rates  to  be  applied  are  the 
rail  rates  to  and  from  the  ports  and  the  port-to-port  rates  of 
the  water  carrier,  the  maximum  rates  of  which  are  on  file  with 
the  United  States  Shipping  Board. 

The  interstate  commerce  act  specifically  provides  that  a  rail 
line  shall  not  be  liable  for  loss  or  damage  to  a  shipment  occurring 
while  such  shipment  is  in  the  possession  of  the  water-carrier  to  any 
greater  extent  than  the  water  carrier  is  liable  under  the  laws 
governing  the  liability  of  water  carriers.  Inasmuch  as  the  ship- 
ment was  routed  by  the  shipper  via  Port  Richmond,  in  connec- 
tion with  the  water  carrier,  the  rail  carrier  is  not  liable  for 
misroute  in  not  forwarding  the  shipment  via  an  all-rail  route. 
While  the  rail  carrier  might  possibly  be  subject  to  a  penalty  for 
issuing  a  through  bill  of  lading  in  connection  with  a  water 
carrier  operating  between  two  points  in  the  United  States,  the 
rates  of  which  water  carrier  are  not  on  file  with  the  Interstate 
Commerce  Commission,  we  do  not  believe  that  the  effect  of  this 
action  on  the  part  of  the  rail  carrier  would  be  to  make  it  liable 
for  loss  or  damage  to  a  shipment  to  the  same  extent  as  if  the 
shipment  had  moved  all-rail. 

Duty   of   Carrier  to    Notify   Consignor   of   Refused   or   Unclaimed 

Freight 

Maryland. — Question:  On  September  16  we  made  a  C.  O.  D. 
express  shipment  to  a  party  in  Virginia.  Shipment  arrived  on 
September  19,  and  consignee  was  notified  of  arrival  by  mail,  by 
the  express  company  the  same  day. 

Notice  of  arrival  was  returned  undelivered  by  the  post  office 
marked,  party  unknown.  On  September  28,  express  office  was 
burglarized,  package  in  question  being  stolen.  Would  you  be 
kind  enough  to  let  me  have  your  opinion  as  to  whether  or  not 
the  express  company  is  liable  for  the  loss  of  this  shipment  or 
whether  their  responsibility  ceased  after  mailing  of  arrival 
notice? 

We  were  not  advised  by  express  company  of  the  circum- 
stances until  a  month  and  a  half  after  it  actually  happened.  Do 
you  not  think  shipment  should  have  been  returned  to  us  imme- 
diately, if  consignee  could  not  be  located,  and  that  they  are 
responsible  for  loss? 

Answer:  While  there  are  a  number  of  cases  which  hold 
that,  where  a  consignee  has  refused  goods  when  tendered,  the 
carrier  must  not  only  store  the  goods,  but  exert  reasonable 
efforts  to  inform  the  consignor  of  the  facts,  or  it  will  be  liable 
for  injury  to  the  goods,  practically  all  of  these  cases  cover  dam- 
ages resulting  from  a  decline  in  the  market  price  of  the  goods 
shipped  or  deterioration  of  perishable  goods  because  of  delay 
in  disposing  of  same.  However,  in  the  case  of  Nashville,  etc., 
R.  R.  Co.  vs.  Dreyfus  &  Co.,  150  S.  W.  321,  cited  with  approval 
in  Stoddard  Lumber  Co.  vs.  O.  W.  R.  &  N.  Co.,  165,  p.  363,  it 
was  held  that  it  was  incumbent  upon  the  carrier  to  notify  the 
shipper  of  the  refusal  of  goods  and  that,  having  failed  to  do  so,  it 
was  liable  to  the  shipper  for  the  subsequent  destruction  of 
the  goods  by  fire  while  lying  in  its  warehouse.  However,  in 
Adler  vs.  Weir,  96  N.  Y.  S.  736,  it  was  held  that  the  failure  to 
notify  the  shipper  was  not  proximate  to  the  loss  of  goods  by 
theft  and  that  therefore  the  shipper  must  prove  negligence  as 
a  bailee  on  the  part  of  the  carrier. 

It  will  be  observed  that  the  cases  referred  to  above  cover 
notice  of  refusal  by  the  consignee,  but  the  same  principle  should 
apply  to  both  refused  and  unclaimed  freight. 
Diversion — Right   of  the   Consignor  to    Divert  Shipment   Moving 
on  Straight  Bill  of  Lading 

New  Jersey. — Question:  On  June  10  we  shipped  one  case 
varnish  consigned  to  Schenectady,  N.  Y.,  via  D.  L.  &  W.-D.  &  H. 

On  July  15  we  sent,  under  registered  mail,  to  the  D.  &  H. 
agent  at  Schenectady  orders  to  reconsign  shipment  in  question 
to  Newark,  N.  J.  Investigation  develops  the  fact  that  the  letter 
arrived  at  Schenectady  and  notice  thereof  was  placed  in  the 
post  office  box  rented  by  the  D.  &  H.  July  16,  but  this  notice 
was  not  presented  for  delivery  of  the  letter  until  July  19. 

The  shipment  was  delivered  to  the  consignee  July  18.  In 
view  of  the  fact  that  the  letter  arrived  on  July  10,  we  claim 
the  D.  &  H.  had  ample  time  to  follow  our  instructions  and 
are,  therefore,  liable  for  the  value  of  the  shipment. 

Our  claim  has  been  declined  on  the  ground  that  shipment 
was  delivered  to  consignee  at  Schenectady  in  accordance  with 
the  bill  of  lading  contract  and  the  fact  that  we  furnished  re- 
consgnment  orders  does  not  in  any  way  place  the  carriers  liable 
if  these  orders  were  not  carried  out,  inasmuch  as  tariff  provides 
that  any  diversion  of  shipment  or  reconsignment  order  will,  if 
possible,  be  carried  out  and  the  carriers  are  in  no  way  liable 


if  they  are  not.  Please  advise  your  opinion  as  to  the  liability 
of  the  carriers  under  the  circumstances. 

Answer:  The  true  owner  of  a  shipment  has  the  right  to 
have  it  diverted  in  transit  or  reconsigned  after  arrival  at  des- 
tination, and  the  carrier  must  comply  with  the  instructions  of 
the  lawful  owner  of  the  goods  for  diversion  of  a  shipment, 
whether  he  be  the  consignor  or  consignee. 

Where  a  bill  of  lading  shows  a  general  consignment  and  is 
not  made  to  shipper's  order  or  with  other  reservation,  in  ac- 
cordance with  the  decisions  of  the  courts,  the  title  to  the  goods 
is  prima  facie  in  the  consignee  and  the  carrier,  before  diverting 
a  shipment,  is  entitled  to  be  furnished  with  evidence  of  the 
ownership  of  the  person  making  the  request  for  diversion,  the 
inference  being  that,  as  to  shipments  moving  on  straight  bills 
of  lading,  no  right  on  the  part  of  the  consignor  to  divert  the 
shipment  exists,  unless  title  to  the  shipment  has  been  reserved 
by  the  consignor.  The  burden  of  determining  the  true  owner 
should  be  and  apparently  is  upon  the  carrier.  What  proof  of 
ownership  will  justify  a  carrier  in  diverting  a  shipment  will 
necessarily  vary  with  the  circumstances  under  which  a  diversion 
is  made. 

Whether,  in  the  instant  case,  the  carrier  is  liable  depends 
upon  whether  or  not  the  title  to  the  goods  had  been  reserved  by 
the  consignor  or  whether  it  had  passed  to  the  consignee. 

Liability  of  Consignee  for  Demurrage  and  Additional  Freight 
Charges  Accruing  by  Reason  of  Strikes  at  Plants  of  Parties 
to  Contract  of  Sale 

Maryland. — Question:  We  shipped  several  cars  of  lumber 
from  a  point  in  the  far  south  to  a  northern  point,  consigned  to 
ourselves.  As  soon  as  we  received  notice  of  shipments  we 
wrote  the  railroad  agent  at  the  point  of  destination  to  turn  the 
shipments  over  on  arrival  to  our  customer,  who  would  pay 
freight  charges.  The  material  was  invoiced  in  accordance  with 
an  order  which  we  held  from  our  customer. 

Unknown  to  us  and  just  about  the  time  the  cars  were  de- 
livered, the  men  working  for  our  customer  went  on  a  strike,  of 
which  we  had  no  knowledge,  until  we  began  receiving  one  tele- 
gram after  another,  advising  that  our  shipments  had  arrived 
at  destination  and  were  held  on  demurrage,  on  account  of  an 
embargo  having  been  declared  against  any  freight  for  delivery 
to  our  customer.  When  we  tried  to  get  the  material  unloaded 
we  found  there  were  no  sidings  at  that  point  except  those  be- 
longing to  our  customer  and  the  strikers  would  not  allow  any- 
one inside  of  their  yards.  We  were  also  informed  by  different 
officials  of  the  delivering  line  that,  on  account  of  the  fact 
that  the  shipments  had  gone  in  there  consigned  to  our  com- 
pany instead  of  to  our  customer,  it  was  up  to  us  to  get  them 
out,  as  they  claimed  if  the  shipments  in  question  had  been  con- 
signed direct  they  would  have  been  held  up  at  connecting  lines 
and  not  allowed  to  come  in  to  destination. 

We  reconsigned  the  cars  at  a  considerable  loss  to  ourselves 
and  would  like  to  know,  first,  whether  we  were  actually  com- 
pelled to  do  this,  and,  second,  if  there  is  any  way  by  which 
we  can  prevent  this  happening  again,  which  it  is  likely  to  do, 
as  our  business  is  largely  with  mines  and  industrial  plants,  sub- 
ject to  strikes,  and  for  various  reasons,  not  necessary  to  go 
into,  we  prefer  to  consign  shipments  to  ourselves  and  have  the 
shipments  delivered  on  arrival. 

Answer:  If  a  shipment  is  consigned  to  your  company  or 
to  the  order  thereof,  the  carrier  may  deliver  the  shipment  only 
to  you  or  the  party  d-esignated  by  you. 

A  contract  of  sale  is  either  executed  or  executory.  In  the 
one  case  the  title  to  the  goods  passes  to  the  buyer,  in  the  other 
it  remains  with  the  seller.  The  contract  is  said  to  be  executory 
when  there  remains  something  to  be  done,  the  performance  of 
which  is  a  condition  precedent  to  the  transfer  of  the  property. 
The  usual  decisive  test  as  to  whether  the  contract  is  executed 
or  executory  is  to  consider  at  whose  risk  the  subject  matter  of 
the  contract  is  prior  to  actual  delivery  to  the  buyer;  if  the  risk 
of  loss  from  or  injury  to  or  destruction  of  the  property  is  on 
the  buyer,  the  contract  is  executed,  and  if  on  the  seller  it  is 
executory. 

The  manner  in  which  you  handle  your  shipments  indicates 
that  you  desire  to  retain  title  to  the  goods  until  the  shipments 
arrive  at  destination  and  are  tendered  to  the  party  specified 
in  the  contract  for  sale. 

Primarily  you,  as  the  consignor,  are  liable  for  any  demurrage 
or  freight  charges  which  accrue  by  reason  of  the  inability  of 
the  contracting  party  to  accept  the  same  and  must  furnish  dis- 
position instructions  for  the  shipment  to  the  carrier.  However, 
you  could,  we  believe,  unless  the  contract  of  sale  otherwise 
provides,  recover,  in  addition  to  the  sale  price,  the  additional 
charges  which  accrue  by  reason  of  the  contracting  parties'  in- 
ability to  accept  delivery. 

If,  however,  you  elect  to  treat  the  contract  as  rescinded 
and  otherwise  dispose  of  the  shipment,  unless  you  can  ascertain 
in  time  to  stop  the  cars  in  transit  or  reconsign  them  before 
arrival  at  destination,  we  know  of  no  way  by  which  you  can 
prevent  the  accrual  of  demurrage  charges  or  the  expense  of 
reforwarding  the  shipments. 
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RAILWAY 


ROUTE 


THREE    FAST    MANIFEST    TRAINS 


Leave  KANSAS  CITY  Daily 


MANIFEST  SPECIAL 
6  o'clock  P.  M. 


TRAIN  55 
9  o'clock  P.  M. 


ARRIVE 

TRAIN  55 

TRAIN  51 

MANIFEST  SPECIAL 

Pittsburg,    Karis  

4:55  AM  Next  Day 

6:50  AM  Next  Day 

Joplin,  Mo  

7:05  AM  Next  Day 

9:40  AM  Next  Day 

Neosho.  Mo  

8:15  AM  Next  Day 

11:22  AM  Next  Day 

Fort  Smith,  Ark  

7:38  PM  Next  Day 

2:40  AM  2nd  Day 

Texarkana,  Tex  

6:15  AM  2nd  Day 

10:30  AM  2nd  Day 

4:00  AM  2nd  Day 

Shreveport,  La  
Lake  Charles,  La. 

10:50  AM  2nd  Day 

4:10  PM  2nd  Day 
8:00  AM  3rd  Day 

7:00  AM  2nd  Day 

8:45  AM  3rd  Day 

Port  Arthur,  Tex. 

10:15  AM  3rd  Day 

4-25  AM  3rd  Day 

4:25  AM  3rd  Day 

4:25  AM  3rd  Day 

Ft.  Worth,  Tex  

7:00  AM  3rd  Day 

7:00  AM  3rd  Day 

7:00  AM  3rd  Day 

Waco,  Tex.  

6:00  AM  3rd  Day 

6:00  AM  3rd  Day 

6:00  AM  3rd  Day 

El  Paso,  Tex. 

8:00  AM  5th  Day 

8:00  AM  5th  Day 

8:00  AM  5th  Day 

Houston,  Tex.    .        .    . 

6:45  AM  3rd  Day 

10:30  AM  3rd  Day 

6:45  AM  3rd  Day 

Galveston,  Tex  

5:00  AM  4th  Day 

5:00  AM  4th  Day 

5:00  AM  4th  Day 

New  Orleans,  La.  
Oklahoma  City,  Okla. 

10:00  PM  3rd  Day 
10:00  PM  2nd  Day 

7:00  AM  4th  Day 
10:00  PM  2nd  Day 

10:00  PM  3rd  Day 

Tulsa,  Okla. 

8:00  PM  2nd  Day 

8:00  PM  2nd  Day 

Muskogee,  Okla. 

1  :00  PM  2nd  Day 

1  :00  PM  2nd  Day 

TRAIN  51 
10:30  o'clock  P.  M. 

Manifest  Special  runs  through 
to  Shreveport  and  contains 
loads  for  Texarkana  and 
south  only. 


Train     55     runs 
Shreveport. 


through     to 


Train  51  runs  through  to  Port 
Arthur  with  connection  at 
DeQuincy  for  Lake  Charles. 

Manifest  Special  and  Trains  55 
and  51  reach  Texarkana  in 
time  to  make  connection 
with  Cotton  Belt  and  Texas 
&  Pacific  for  points  west, 
including  the  Mexia-Croes- 
beck  oil  fields,  either  via 
H.  &  T.  C.  or  T.  &  B.  V.  R.  R. 


Direct  Connections  at  Kansas  City  with  all  lines  reaching  Kansas  City. 

We  operate  32  switch  engines  in  Kansas  City  insuring  prompt  forwarding  of  all  traffic  same  day  received. 
CUT  THIS  OUT  for  ready  reference  in  routing  your  traffic. 

H.  A.  WEAVER,  G.  F.  A.  J.  F.  HOLDEN,  Vice  President 

Kansas  City,  Mo.  Kansas  City,  Mo. 


The 

Texas  Mexican 

Railway  Company 
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Traffic  Representatives: 
C.  M.  Fish, 
Traffic  Manager, 

Laredo,  Texas 
W.  C.  Beaman, 
Asst.  Traffic  Manager, 

Laredo,  Texas 
J.  P.  Craven, 
General  Agent, 

Laredo,  Texas 
C.  W.  Fish, 

Foreign  Freight  Agent, 
916  Chemical  Building. 

St.  Louis,  Mo. 

Mr.  Shipper: 

For  the  benefit 
of  the  shipper  who  is  not 
^  thoroughly  familiar  with  the 

shipping  instructions  covering  ship- 
•^  ^,  ments  for  export  to  Mexico  we  are 

6         pleased  to  give  you  the  following  ideas: 

Every  package  must  be  distinctly  marked  with 
full    name  of  shipper   and   shipping  point,   and 
the  full  name  of  consignee  and  final  destination,  also 
the  name  of  the  Customs  Broker  at  Laredo,  Texas. 
Every  package  must  be   numbered   consecu- 
tively (in  addition  to  any  distinguishing  marks  or 


numbers  ordered  placed  thereon  by  consignee)  and  such  numbers  should  correspond  to  numbers  on  packing  list. 

A  detailed  packing  list  of  each  shipment  should  be  made  and  sent  to  Customs  Broker  at  Laredo,  Texas, 
together  with  two  copies  of  the  commercial  invoice  (showing  full  prices),  Custom  House  Export  Declaration 
(Form  7525)  made  in  triplicate,  and  the  original  bill  of  lading.  The  packing  list  should  show  contents  of 
each  case,  box,  crate,  etc.,  separately  showing  legal,  net  and  gross  weights  in  both  pounds  and  kilograms 
(when  possible). 

Legal  weight  is  the  weight  of  merchandise  together  with  individual  containers,  cartons,  etc.,  but  not 
outside  boxing  or  crating.  Net  weight  is  the  weight  of  merchandise  without  individual  container,  cartons,  etc. 
Gross  weight  is  the  weight  of  the  articles  as  packed  for  shipment.  Every  package  should  be  marked  with  the 
gross,  legal  and  net  weights.  If  in  doubt,  write  or  wire  us.  c  M  FISH,  Traffic  Manager. 
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Demurrage — On  Empty  Private  Cars  Stored  on  (a)  Carrier's 
Tracks;  (b)  Private  Sidings 

Michigan.— Question:  The  Blank  Company  (owners  of  pri- 
vate tank  cars)  wish  to  store  their  empty  tanks  on  railroad- 
owned  sidings.  Should  car  demurrage  be  assessed  and  collected? 
If  stored  on  their  private  siding,  which  is  connected  to  a  com- 
mon carriers'  siding,  should  car  demurrage  be  assessed? 

Answer:  Fairbanks'  Demurrage  Tariff  4-A,  I.  C.  C.  8,  rule 
1,  section  B,  paragraph  4  (b),  lists  "Empty  private  cars  stored 
on  railroad  or  private  tracks  (including  such  cars  sent  by  the 
owner  to  a  shipper  for  loading),  provided  the  cars  have  not  been 
placed  or  tendered  for  loading  on  the  orders  of  a  shipper"  as 
one  of  the  classes  of  equipment  which  (under  certain  condi- 
tions) are  exempted  by  section  B,  rule  1,  from  demurrage 
charges. 

(a)  If  the  empty  private  cars  are  stored  on  railroad  tracks, 
not  offered  or  placed  for  loading  on  orders  of  a  shipper,  they 
are  exempted  from  the  demurrage  charge,  but  if  stored  at  the 
request  of  the  car  owner,  and  the  carrier  has  a  track-storage 
charge  to  cover,  the  same  should  apply. 

(b)  Rule    1-B,    paragraph    4    (a),   lists:     "Private    cars    on 
private  tracks  when  the  ownership  of  the  car  and  track  is  the 
same"  as  coming  under  the  demurrage  exemption  rule  of  rule  1-B. 

Rule  1-B,  section  4  (b),  in  exempting  private  cars  stored 
"on  railroad  or  private  tracks"  does  not  attempt  to  state  the 
conditions  leading  to  the  storage  of  these  cars  as  conditions 
precedent  to  the  exemption  from  demurrage,  merely  stating 
"empty  private  cars  'stored.' "  So  long  as  they  are  "stored" 
they  are  exempt. 

Reparation — Re-establishment  of   Former   Rate 

New  York. — Question:  When  a  rate  in  effect  prior  to  a 
given  date  was  raised  and  the  higher  rate  in  effect  but  foureen 
days,  then  reduced  to  the  former  rate,  and  some  few  shipments 
were  moved  during  the  fourteen-day  period,  can  we  force  car- 
riers to  pay  our  overcharge  claims  which  were  brought  about 
by  the  fourteen  days  of  higher  rate?  The  higher  rate  has  never 
been  resumed.  Do  you  know  of  an  Interstate  Commerce  Com- 
mission ruling  to  cover? 

Answer:  Inasmuch  as  the  rate  charged  during  the  fourteen- 
day  period  was  the  legally  published  rate,  that  rate  was  the 
only  rate  which  the  carrier  could  assess,  and  therefore  the  dif- 
ference between  that  rate  and  the  subsequently  reduced  rate 
is  not  an  overcharge  in  the  strict  sense  of  that  word  and  one 
which  the  carrier  can  refund  without  an  order  from  the  Com- 
mission authorizing  the  carrier  to  make  reparation  in  that 
amount.  The  Commission  must  find  the  rate  charged  to  have 
been  unreasonable.  However,  the  fact  that  the  lower  rates 
had  been  in  effect  for  a  considerable  period  of  time  prior  to 
the  increase  and  its  subsequent  restoration  would  be  factors 
which  the  Commission  would  consider  in  determining  whether 
the  rate  charged  was  unreasonable  and,  in  all  probability,  under 
such  circumstances,  reparation  would  be  awarded,  upon  com- 
plaint being  filed  with  the  Commission. 

See  Chaffln  Coal  Co.  vs.  B.  &  O.,  Unrep.  Op.  585;  Kansas 
City  Egg  Case,  Fuller  Co.,  vs.  C.  M.  &  St.  P.,  Unrep.  Op.  A-429; 
and  Thos.  McFarland  Lumber  Co.  vs.  Butler  County  R.  R.  Co., 
47  I.  C.  C.  471. 

Interest  on   Overcharges 

Texas. — Question:  Kindly  advise  what  further  steps  a  ship- 
per may  take  to  compel  a  railroad  to  pay  interest  on  overcharge 
claims.  We  have  put  I.  C.  C.  Conference  Ruling  489  squarely 
up  to  them,  but  they  absolutely  decline  to  allow  us  interest, 
their  contention  being  that  if  the  claim  is  paid  within  thirty  days 
after  claim  is  received  by  them,  that  it  is  to  be  considered  a 
cash  transaction. 

These  overcharges  were  collected  as  long  as  a  year  or  more 
ago  through  error  of  the  carrier  in  applying  a  rate  in  excess 
of  the  legally  published  rate,  and  claims  were  flled  by  us  in 
July  of  this  year.  We  contend  that  the  railroad  company  should 
allow  us  interest  from  date  of  collection  of  overcharge  until 
date  the  claim  is  paid. 

Answer:  Conference  Ruling  489  states  that  the  Commis- 
sion is  of  the  opinion  that  when  a  refund  is  made  by  the  carrier 
within  30  days  after  the  improper  collection  of  the  overcharge 
it  may  be  regarded,  in  accordance  with  a  well  established  usage, 
as  a  cash  transaction,  upon  which  interest  does  not  accrue. 

The  carrier  in  question  is  erroneously  construing  this  to 
mean  that,  if  the  claim  is  paid  within  30  days  after  the  claim 
IB  received  Instead  of  within  30  days  after  collection  of  the 
overcharge,  no  interest  accrues. 

State  vs.    Interstate    Rates 

Kansas. — Question:  We  recently  received  three  carloads  of 
wrought  pipe  from  Pittsburgh,  Pa.,  consigned  to  an  Oklahoma 
point.  After  the  shipments  reached  destination  it  was  decided 
this  material  was  needed  at  another  point  in  Oklahoma  and  new 
bills  of  lading  issued,  the  inbound  charges  advanced  on  the 
outbilling,  and  our  representative  signed  bills  of  lading.  We 
have  an  arrangement  with  the  carrier  that  all  freight  for  this 
company  should  be  collected  by  sight  draft.  The  carrier's  agent 
and  our  representative  were  both  familiar  with  this  arrange- 


ment, but,  regardless  of  instructions,  the  inbound  charges  were 
advanced  on  the  new  bills  of  lading  and  we  were  compelled  to 
pay  the  interstate  rate,  which  is  7  cents  per  cwt.  higher  than 
intrastate  rate  to  final  destination. 

Can  you  cite  us  to  any  case  where  this  question  has  been 
considered  and  a  ruling  made  by  the  Commission? 

Answer:  Unless,  at  the  time  the  shipment  moved  from 
point  of  origin,  the  final  destination  had  been  fixed  as  the  second 
destination  point,  the  movement  under  a  new  bill  of  lading  from 
the  original  destination  is  not  an  interstate  movement,  regard- 
less of  the  fact  that,  through  inadvertence,  the  charges  on  the 
inbound  movement  were  advanced  on  the  outbound  movement. 
The  intention  of  the  party'  at  the  time  the  shipment  moves  from 
point  of  origin  governs  and  not  the  subsequent  disposition  of 
the  shipment  after  its  arrival  at  its  original  destination.  C.  M. 
&  St.  P.  Ry.  Co.  vs.  Iowa,  233  U.  S.  334. 

Demurrage — Average  Agreement — Consignee  Shown  as  Consignor 
in   Bill  of  Lading 

New  Jersey. — Question:  Is  it  possible  for  a  freight  agent 
to  charge  straight  demurrage  on  a  car  loaded  by  a  party  work- 
ing under  the  average  agreement  when  said  party  loads  a  car 
on  his  private  siding  and  ships  same  in  the  name  of  the  party 
to  whom  it  was  sold?  In  other  words,  while  the  name  of  the 
party  loading  the  car  working  under  the  average  agreement 
does  not  appear  on  bill  of  lading  as  shipper,  the  car  neverthe- 
less was  loaded  on  their  siding  and  by  them.  If  deviation  is 
permitted  we  would  like  authority  covering. 

Answer:  While  rule  9  of  the  National  Car  Demurrage  Rules 
provides  that  the  cars  loaded  or  unloaded  by  more  than  one  con- 
signor or  consignee  cannot  be  combined  in  one  average  agree- 
ment, except  as  noted,  we  are  of  the  opinion  that  this  provision 
is  not  directed  at  such  a  situation  as  you  refer  to,  where  the 
party  to  the  average  agreement  is  in  fact  the  real  consignor 
of  the  shipment,  although  for  trade  purposes  the  name  of  the 
consignee  is  shown  in  the  bill  of  lading  as  the  consignor. 


Demurrage 


-Adjusting   Records  on   Cars  Subjected  to 
"Run-arounds" 


Ohio. — Question:  The  carriers  have  assessed  us  car  service 
and  arbitrary  charge  on  a  car  constructively  placed  the  22d, 
placed  the  28th  and  released  the  30th,  making  four  debits  and 
$5  arbitrary.  A  second  car  arrived  the  21st,  constructively 
placed  the  23d,  actually  placed  the  same  date  and  released  the 
26th,  making  three  days'  detention. 

Therefore,  on  the  first  car  being  constructively  placed  the 
22d,  and  arrived  on  the  21st,  the  same  as  the  second  car,  and 
the  second  car  being  constructively  placed  the  23d,  applying  it 
as  a  run-around  of  the  first  car,  it  should  eliminate  the  debits 
and  also  the  $5  arbitrary.  The  carriers  claim  that  we  were 
benefited  by  two  days,  due  to  the  fact  that  they  failed  to  serve 
the  constructive  notice  on  the  second  car  until  the  23d  instead 
of  the  21st,  although  their  written  constructive  notice  read  the 
23d. 

Inasmuch  as  both  cars  arrived  on  the  same  date,  we  cannot 
apply  the  run-arounds  on  the  car.  Our  contention  is  that  run- 
arounds  should  take  place  on  cars  under  constructive  or  actual 
placing,  and  not  according  to  arrival.  In  this  case  the  arrival 
notices  were  sent  on  the  22d  and  23d.  We  feel  that  there  is  a 
run-around  on  car  No.  2  and  should  apply  on  car  No.  1,  regard- 
less of  cars  arriving  on  the  same  date  or  not. 

Answer:  Rule  8,  section  E,  Fairbanks'  Demurrage  Tariff 
4-A,  I.  C.  C.  8,  provides  that  any  error  of  a  carrier  which  prevents 
proper  tender  or  delivery  will  void  demurrage  accruing  on  cars 
because  of  such  errors,  and  includes  as  one  class  of  such  errors 
"run-arounds."  Run-arounds  will  not,  however,  be  considered 
errors  on  cars  subject  to  average  agreement,  unless  such  cars 
have  accrued  four  (4)  debit  days.  The  rule  describes  "run- 
arounds"  as  the  taking  of  cars  under  constructive  placement 
and  placing  "recent  arrivals"  ahead  of  "prior  arrivals."  Your 
view  seems  to  be  that  the  rule  means  the  placing  of  recent 
"constructively"  placed  cars  ahead  of  previous  "constructively" 
placed  cars.  According  to  our  view,  when  two  or  more  cars 
reach  destination  on  the  same  date  and  are  subject  to  average 
agreement  rules,  the  carrier  may  place  either  of  them  first, 
regardless  of  the  date  on  which  they  are  constructively  placed, 
and  will  not  be  liable  for  not  placing  them  in  such  manner  as 
will  produce  a  saving  to  the  consignee. 

You  state  one  of  the  arrivals  of  the  21st  was  constructively 
placed  on  the  22d,  the  other  on  the  23d.  This  means  that  free 
time  commenced  to  run  on  the  23d  and  24th,  respectively.  You 
do  not  give  the  month,  but  assuming  it  to  be  October,  $5  arbi- 
trary naturally  accrues  on  the  car  placed  for  unloading  on  the 
28th  and  released  on  the  30th.  If  the  other  car  had  likewise 
been  constructively  set  on  the  22nd,  instead  of  the  23rd,  and  had 
been  actually  placed  on  the  28th,  it  would  have  drawn  $5 
arbitrary.  By  constructively  placing  it  on  the  23rd,  however,  it 
could  have  been  actually  placed  on  the  28th  and  would  have 
accrued  four  debits,  but  no  arbitrary.  By  advancing  the  date 
of  constructive  notice  to  the  23rd  the  carrier  saved  the  consignee 
a  debit  on  that  car,  but  lost  a  credit  for  itself. 

It  does  not,  however,  necessarily  follow  that,  as  to  two  cars 
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(1)  A    looH*-I*.f    work   of    living-    InuwporUtten    law.   ihrayi 

up-to-date. 

(2)  Th«  service  of  keeping  the   loo*e-lraf   work   earrent   by 

nmendatory  and  supplementary  page*  to  meet  the  con- 
ulanl  chanters  in  and  development  of  the  subject. 

(3)  Expert  Conxultalion  Service*,  which  include  the  rendering 

of  opinions  <m  nil  matlera  within  the  limits  of  the  subject. 


Pricei  and  Term* 

PLAN  1:  The  lonsc-k.if  work  and  the  service  o(  keeping  the  same 
current  for  one  year  by  amendments  and  supplements,  at  a  prk*  o( 
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forth  in  Plan  t.  together  with  Consultation  Privileges  (or  one  year, 
at  a  price  of  $150  less  5%  (or  cash,  or  else  an  initial  payment  of  $15 
and  the  Italanre  at  $10  per  month.  Renewal  cost  after  first  year.  $50 
per  annum,  optional  with  subscriber. 
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North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct    Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 

Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 
(Taku  Bar),  Chinwangtao,  Dairen 

SS  WEST  MOMENTUM  .  Dec.  12        SS  EASTERN  SAILOR   .  Jin.  23 
SS  WEST  KADER    ....  Jin.    2        SS  VINITA    .......  Feb.  13 

Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE  ...  Dec.  17 
SS  WEST  KEATS  ....  Jin.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO.,     "  J5£ft5£  f  ,'£•'• 
UNITED  AMERICAN  LINES,  INC.,     «7  ^ 
R.  T.  JOHNS  &  COMPANING,  «~r  £ 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Ever  Lose  a  Valuable  Shipment  ? 


THE  Express  Companies  say  that  poor  tags 
are  responsible  for  a  large  percentage  of 
lost  shipments. 

10,000  low-grade  tags  cost  $20.00. 
10,000  Best  Quality  tags  cost  $37.50. 

If  the  good  tags  prevent  the  loss  of  just  five  (5) 
shipments  out  of  the  10,000 — are  they  not  the  bet- 
ter buy? 

Dennison's  all-rope  "P"  Quality  tags  have  been 
standard  since  1863.  We  will  be  glad  to  send  you 
Samples  and  Prices  and  the  Dennison  circular 
giving  the  latest  express  and  freight  rulings. 
Write  to 

Dennison  Manufacturing  Co. 

The   Tag  Maker* 

Dept.  TW  Framingham,  Mass. 

Sales  Office*  in  24  Large  Cities 


Keep  the  Man  Going  Who 
Keeps  Industry  Going 

What  oil  is  to  the  machine,  health 
is  to  the  worker.      The  efficiency  of 
both  is  essential  to  good  business. 
An  average  of  2^  years  of  productiv- 
ity would  be  added  to  the  life  of  every 
individual  who  reaches  the  age  of  17, 
if  there  were  no  fatal  cases  of  tuber- 
culosis. The  economic  loss  to  America 
due   to    tuberculosis    is    more   than 
$500,000,000  annually. 
It   is   your   responsibility   to   combat 
this  human  and  economic  waste. 
Do  it  with  Christmas  Seals. 


Christmas 


ristmas  Mail 


The  National,  State  and  Local  Tuberculosis 
Associations  of  the  United  States 
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arriving  on  the  same  date,  where  the  carrier,  through  its  own 
operations,  saves  the  consignee  a  debit  on  one  car,  It  has  a  duty 
to  so  manipulate  its  switching  to  conform  to  its  constructive 
placement,  as  to  produce  a  credit  or  save  a  debit  on  the  other 
car.  A  simple  test  in  such  cases  is,  "if  the  carrier  had  exacted 
all  it  was  entitled  to,  what  would  be  left  us."  In  this  case,  if 
the  carrier  had  taken  up  all  the  time  permissible,  by  construc- 
tively placing  both  cars  on  the  22d,  you  would  have  had  to  pay 
the  $5  arbitrary  anyway.  Further,  since  the  run-around  rule 
is  predicated  solely  upon  the  placing  of  "recent  arrivals"  ahead 
of  "previous  arrivals,"  we  cannot  through  any  manner  of  reason- 
ing, base  same  upon  dates  of  "constructive  placement."  The 
carrier  is  entitled  to  constructively  place  cars  the  minute  they 
reach  destination,  if  consignee's  tracks  are  such  that  they  can- 
not be  delivered,  and  any  delay  in  constructively  placing  cars 
can  but  result  in  a  saving  of  debits,  at  the  worst,  to  the  con- 
signee. As  to  "run-arounds,"  the  consignee  is  entitled  to  have 
cars  placed  in  the  order  of  their  receipt,  but  not  according  to 
date  of  constructive  placement. 
Liability  of  Initial  Carrier  for  Negligence  of  Connecting  Lines 

Illinois. — Question:  In  January,  1919,  we  made  shipment  to 
party  located  in  Hamburg,  Ark.,  which  town  is  located  on  the 
Arkansas  and  Louisiana  Midland  Railroad.  Shipment  arrived 
at  destination  in  due  time,  but  was  refused  by  consignee  for 
some  reason  or  other.  We  were  not  notified  by  the  delivering 
line  or  initial  carrier  until  two  months  after  shipment  had  ar- 
rived at  destination.  In  the  meantime,  consignee  reported  not 
to  have  received  shipment,  stating  that  no  notices  reached  him. 
Upon  receipt  of  this  advice,  we  placed  claim  with  the  initial 
carrier.  When  we  learned  that  shipment  remained  on  hand,  we 
insisted  that  there  was  liability  on  the  part  of  the  carriers,  but 
they  never  brought  claim  to  a  conclusion,  and  we,  in  the  mean- 
time, allowed  shipment  to  remain  on  hand.  The  initial  carrier 
admits  that  delivering  carrier  is  liable,  but  declines  to  pay  any 
amount  of  our  claim,  due  to  the  fact  that  at  the  time  shipment 
was  made  the  delivering  line  was  not  a  member  of  the  American 
Railway  Association,  and  since  shipment  arrived  at  destination 
the  delivering  line  has  gone  into  receivership.  The  initial  car- 
rier with  whom  we  placed  our  claim  contends  that  they  cannot 
pay  our  claim  for  reasons  above  mentioned,  inasmuch  as  they 
have  no  recourse,  and  also  that  the  money  which  they  would 
pay  on  this  claim  would  be  government  money. 

Answer:  If  the  shipment  moved  under  a  through  bill  of 
lading,  and,  as  the  initial  carrier  admits,  the  delivering  carrier 
is  liable  for  the  amount  of  your  claim,  payment  thereof  should 
be  made  by  that  carrier,  for,  should  suit  be  brought  against  the 
initial  carrier,  or,  rather,  the  Director-General,  as  agent  thereof, 
and  the  negligence  of  the  delivering  carrier  be  established,  the 
Director-General,  under  the  provisions  of  the  Cummins  amend- 
ment, namely,  section  20  of  the  interstate  commerce  act,  and 
section  206-C  of  the  transportation  act,  1920,  would  be  liable 
to  the  shipper,  without  respect  to  the  question  as  to  whether 
recourse  could  be  had  against  the  delivering  carrier. 
State  vs.  Interstate  Rate 

Pennsylvania.— Question:  If  a  shipper  ships  carload  quan- 
tities of  commodities  to  a  distributing  agent  or  forwarding  com- 
pany at  a  distributing  center  in  another  state,  and  that  dis- 
tributing agent  forwards  less-than-carload  shipments  by  freight 
or  express  on  new  bills  of  lading  or  express  receipts  from  the 
distributing  center  to  destinations  within  the  same  state,  are 
the  intrastate  rates  or  the  interstate  rates,  either  freight  or  ex- 
press, applicable  from  such  distributing  center  to  point  of  final 
destination  on  such  less-than-carload  shipment? 

Answer:  If  the  articles  aggregating  the  carload  shipment 
into  the  distributing  point  has  been  set  apart  and  invoiced  to 
specific  parties  at  the  time  the  carload  shipment  leaves  point 
of  origin,  the  outbound  movement  from  the  distributing  point  in 
L.  C.  L.  lots  is  a  part  of  an  interstate  movement  and  therefore 
the  interstate  rates  and  not  the  intrastate  rates  should  be  applied. 

On  the  other  hand,  if,  at  the  time  the  carload  shipment 
leaves  point  of  origin,  the  destination  of  the  entire  shipment 
was  the  distributing  point,  the  mere  fact  that  the  goods  were 
sold  to  parties  at  other  points  in  the  same  state,  either  while  the 
carload  shipment  was  in  transit  or  after  its  arrival  at  the  dis- 
tributing point,  does  not  make  the  movement  from  the  distribut- 
ing point  to  points  in  the  same  state  an  interstate  movement, 
under  the  decisions  of  the  Supreme  Court  of  the  United  States 
in  G.  C.  &  S.  F.  Ry.  Co.  vs.  Texas,  204  U.  S.  403,  and  C  M  & 
St.  P.  Ry.  Co.  vs.  Iowa,  233  U.  S.  334. 
Passage  of  Title  as  Affected  by  Term  F.  O.  B.  in  Contract  of  Sale 

Massachusetts.— Question:  Referring  to  your  August  13  is- 
sue of  The  Traffic  World,  page  328,  and  answer  to  "Oregon" 
relative  "Passage  of  Title  as  Affected  by  Term  F.  O.  B  in  Con- 
tract of  Sale." 

If  your  answer  is  fully  understood,  it  would  mean  that  on 
a  contract  bearing  the  terms  f.  o.  b.  shipping  point,  freight  al- 
lowed to  destination  that  the  seller  or  shipper  would  be  respon- 
sible for  the  right  and  proper  delivery  of  the  goods  at  destination. 

This  is  the  opposite  of  our  understanding  and  would  advise 
that  on  on  goods  sold  by  this  company  under  the  above  terms,  we 
assume  responsibility  only  for  proper  delivery  of  the  goods  to 


the  transportation  company  and  until  we  receive  a  clean  bill 
of  lading.  In  other  words,  we  do  not  assume  responsibility  for 
the  safe  delivery  of  the  goods  at  destination,  but  only  agree 
to  stand  the  legitimate  transportation  charges  on  that  point. 

To  support  our  opinion,  as  outlined  above,  would  respect- 
fully refer  you  to  rule  3  of  the  "definition  of  export  quotation 
and  general  recommendations  for  a  standard  American  export 
practice"  as  adopted  by  the  National  Foreign  Trade  Council, 
Chamber  of  Commerce  of  the  U.  S.  A.  and  other  interested 
parties  at  a  conference  held  in  India  House,  Hanover  Square, 
New  York  City,  December  16,  1919.  Of  course,  these  recom- 
mendations specifically  refer  to  export  quotations  and  practices, 
but,  so  far  as  we  can  determine,  this  rule  could  also  be  applied 
on  a  domestic  shipment.  Kindly  advise  if  the.  facts  as  outlined 
above  are  sufficient  to  warrant  a  different  decision  relative  to 
same. 

Answer:  Where  term  "f.  o.  b.  origin"  is  used,  without  qual- 
ifying words  as  to  the  payment  of  freight  charges,  the  usual 
meaning  to  be  attached  thereto  is  that  the  title  is  to  pass  at 
that  point  and  the  freight  charges  are  to  be  paid  by  the  buyer. 
Likewise,  where  the  term  "f.  o.  b.  destination"  is  used,  without 
qualifying  words  as  to  the  payment  of  freight  charges,  the  ordi- 
nary meaning  thereof  is  that  the  title  is  to  pass  at  that  point 
and  the  freight  charges  are  to  be  paid  by  the  seller,  except 
where  the  agreement  as  a  whole  clearly  shows  that  the  phrase 
f.  o.  b.  at  point  of  destination  was  used  merely  to  designate  the 
party  by  whom  the  freight  was  to  be  paid,  rather  than  the  place 
at  which  delivery  and  the  passing  of  title  were  to  be  consum- 
mated. 

Where,  however,  qualifying  words,  such  as  "freight  allowed 
to  destination"  or  "freight  to  be  deducted  from  the  invoice"  are 
used,  these  words  necessarily  affect  the  usual  meaning  of  the 
term,  but  only  in  so  far  as  the  payment  of  freight  charges  is 
concerned. 

Suits  Against  Railroad  Administration  for  Interstate  Commerce 
Commission  Reparation  Awards 

California. — Question:  From  time  to  time  ha~ve  noted  arti- 
cles in  The  Traffic  World  covering  orders  by  the  Interstate 
Commerce  Commission  ordering  various  carriers  to  refund  by 
reparation  on  claims  which  have  been  revised  under  section  206, 
paragraph  F,  of  the  transportation  act,  which  provides  that  the 
period  of  federal  control  shall  not  be  computed  as  a  part  of  the 
periods  of  limitation  in  claims  for  reparation. 

The  carriers  have  so  far  refused  to  make  payments  as  or- 
dered by  the  Interstate  Commerce  Commission,  insisting  that 
claimants  file  suits  through  the  court  to  collect  amount  ordered. 
Have  you  any  knowledge  or  reference  to  any  court  decisions  to 
date?  Do  you  know  whether  or  not  any  complainant  has  taken 
his  complaint  to  the  Supreme  Court  for  decision? 

Answer:  We  are  not  aware  of  any  decisions  of  the  courts 
in  which  the  Director-General  has  been  ordered  to  pay  to  the 
claimant  reparation  which  the  Interstate  Commerce  Commission 
has  awarded  on  account  of  unreasonable  rates,  nor  do  we  know 
of  any  case  pending  before  the  courts,  other  than  a  suit  filed 
in  behalf  of  the  World  Publishing  Co.,  Democrat  Printing  Co. 
and  Tulsa  Paper  Co.  vs.  the  United  States,  and  now  pending  in 
the  United  States  Court  of  Claims. 


Demurrage 


-Computing  Time  on   Cars   Held  for   Placing 
Instructions 


Illinois. — Question:  On  November  14  we  received  arrival 
notice  covering  shipment  consigned  to  us,  this  carload  shipment 
having  arrived  at  the  outer  freight  yards  of  carrier.  Overlook- 
ing the  notice  which  carriers  claim  appeared  on  the  arrival 
notice,  to  the  effect  that  the  car  was  located  in  the  outer  freight 
yards,  our  teamster  called  at  the  team  tracks  of  this  carried  and, 
of  course,  was  unable  to  commence  the  unloading,  the  carriers 
at  that  time,  November  16,  accepting  notice  for  placement  of 
the  car  on  the  team  tracks.  Car  was  placed  on  the  17th  and 
unloaded  on  the  18th. 

Carriers  have  charged  us  demurrage  for  two  days,  i.  e.,  No- 
vember 17  and  18,  claiming  that  the  free  time  commenced  im- 
mediately upon  arrival  of  the  car  in  the  outer  freight  yards 
and  their  dispatch  of  notice  to  that  effect.  Inasmuch  as  it  is 
our  general  practice  to  unload  carloads  immediately  upon  receipt 
of  their  arrival  on  team  tracks,  and  it  was  physically  impossible 
for  us  to  unload  this  car  until  it  had  actually  been  placed  on 
the  team  tracks,  we  are  unable  to  understand  why  the  free  time 
commenced  upon  arrival  of  the  car  in  the  outer  freight  yards, 
lead  of  upon  actual  placement  of  car  for  unloading,  even 
though  we  had  no  general  agreement  with  the  carriers  as  to 
acement  of  our  carload  shipments.  In  other  words,  we  con- 
tend that  the  free  time  should  have  commenced  at  the  time  the 
car  arrived  on  the  team  tracks  here  in  Chicago,  the  point  to 
which  the  shipment  was  actually  consigned. 

Kindly  give  us  your  opinion  covering  this  matter  and  quote 
•  to  decisions  covering  similar  cases. 

Answer:  We  assume  from  your  letter  that  the  car  was 
gned  to  Chicago  for  team  track  delivery,  but  that  the  car- 
rier held  same  in  its  outer  yards  and  notified  you  to  that  effect. 
Ihe  statement  is  made  that  on  November  16  the  carrier  accepted 
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PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern   steel   and   concrete   pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y.,  N.  H.  &  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 


Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,000 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  comes  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 


LUMBER  AT  TIDEWATER 


The  proof  of  the  efficiency  of  any  ocean  terminal  lies  not  only  in 
the  speed  and  economy  with  which  lumber  can  be  unloaded  from  cars, 
stored  and  rehandled  to  ships,  but  in  the  track  layout  that  allows  the  least 
delay  in  switching  cars  alongside  for  direct  loading,  so  that  the  steamer 
itself  may  receive  speedy  dispatch. 

The  PORTfOF  TACOMA  on  its  PIER  ONE  offers  a  co-ordinated 
system  of  ship  side  and  storage  trackage  through  which  cars  may  be 
spotted  at  any  hatch  without  seriously  disturbing  the  working  of  the  rest 
of  the  ship.  Under  all  conditions  we  give  SERVICE. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  Washington 
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orders  to  place  the  car  on  the  team  track,  and  that  the  car  was 
subsequently  so  placed.  In  our  opinion,  the  second  order  of 
placement  was  immaterial,  in  the  presence  of  the  billing  instruc- 
tions for  team  track  delivery,  unless  you  desired  to  select  the 
team  track  on  which  delivery  should  be  made.  Assuming^  how- 
ever, that  the  car  was  finally  placed  for  unloading  at  the  de- 
livery track  designated  in  billing  instructions,  why  did  the  car- 
rier hold  in  the  outer  yard?  According  to  Fairbanks'  Demurrage 
Tariff  4-A,  I.  C.  C.  8,  rule  3-B,  paragraph  1,  if  held  for  orders, 
surrender  of  bill  of  lading  or  payment  of  freight  charges,  free 
time  should  be  computed  from  the  first  7  a.  m.  after  date  notice 
of  arrival  was  sent;  if  held  on  account  of  inability  to  deliver 
on  a  specially  designated  team  track,  and  notice  was  given  to 
that  effect,  the  carrier  should  have  informed  you,  in  the  notice, 
where  it  would  make  delivery — that  to  be  the  nearest  available 
point  to  you.  If  you  did  not  refuse  to  accept  delivery  at  such 
point,  time  should  be  computed  from  first  7  a.  m.  after  place- 
ment on  the  team  track  as  selected  by  the  carrier  (rule  5-B, 
paragraph  1).  If  the  team  track  designated  in  the  billing  was 
so  congested  as  to  make  delivery  there  impossible,  and  the 
carrier  notified  you  to  that  effect  and  offered  to  place  the  car 
at  the  nearest  available  point  for  you,  and  you  refused  to  accept 
the  car,  except  on  the  designated  track,  time  should  be  com- 
puted from  first  7  a.  m.  after  the  carrier  sent  you  such  notice, 
regardless  of  where  car  was  standing. 

If  there  was  no  good  reason  why  (in  the  presence  of  placing 
instructions),  the  carrier  should  hold  the  car  off  the  team  track 
to  which  ordered,  then  time  should  be  computed  from  first  7 
a.  m.  after  date  of  placement  on  such  track  (rule  3-C,  para- 
graph 1). 


Digest  of  New  Complaints 


No.   13171,    Sub.    No.   1.     Frazar   &   Co.,   Seattle,   Wash.,    vs.    Oregon- 

Washington  R.  R.  &  N.  Co. 
Excessive,    unjust    and    unreasonable    unloading    and    handling 

charges  on  shipments  of  steel  shafting  at  Seattle.     Asks  repara- 

tion. 
No.  13171,  Sub.   No.  2.     Mutual  Products  Trading  Co.,  Seattle,  Wash., 

vs.   Same. 

Same   complaint  and   prayer  as  to   shipments   of  steel   bars   and 

rails. 
No.  13187,  Sub.  No.  1.     Oconee  Brick  and  Tile  Co.,  Milledgeville,  Ga.,  vs. 

Central  of  Georgia  et  al. 
Unjust,   unreasonable,    disadvantageous  and  prejudicial   rates  on 

hollow    building    blocks    from    Milledgeville.    Ga.,    to    Jacksonville, 

Fla.,  or  to  points  beyond.     Asks  cease  and  desist  order,  just  and 

reasonable  rates  and  reparation. 
No.  13318.     Boston  Wool  Trade  Association,  Boston,  Mass.,  vs.  Direc- 

tor-General, as  agent. 
Unjust  and  unreasonable  rates  on  wool  and  mohair  in  the  grease 

from  various  points  of  origin  west  of  the  west  bank  of  the  Mis- 

souri River  to  Boston  and  to  various  points  in  New  England  and 

other  points.     Asks  reparation. 
No.  13319.     Sunderland  Brothers  Co..  Omaha,   Neb.,  vs.  Director-Gen- 

eral, as  agent,   C.   B.   &  Q.   et  al. 
Unreasonable,    discriminatory   and   unduly   preferential   rates   on 

crushed  stone  from  Whitestone,  Ga.,  to  York,  Neb.,  and  to  Lincoln 

Neb.,  because  they  exceeded  rates  that  would  have  been  charged 

had  reasonable  through  joint  commodity  rates  been  published  from 

Whitestone,    Ga.,   or   had   reasonable   commodity   rates   subject   to 

combination  rule  been  published.     Asks  just  and  reasonable  rates 

for  the  future  and  reparation. 
No..  13320.     The  Parkersburg  Rig  &  Reel  Co.,  Parkersburg,  W   Va     vs 

C.  B.  &  Q.  et  al. 
Unreasonable  rates  on  steel  tanks  k.   d   from   Casper    Wyo     to 

Bixby,    Cal.      Asks    cease    and    desist    order,    just   and    reasonable 

rates  and  reparation. 
No.  13321.     The  Parkersburg  Rig  &  Reel  Co.,  Parkersburg,  W.  Va     vs 

Pennsylvania  et  al. 
Unreasonable    and    unduly    prejudicial    rates    on    iron    and    steel 


.a  aha'  Neb"  vs"  Director-Gen- 

Unreasonable,  discriminatory  and  unduly  preferential  rates  on 
marble  from  points  in  Tennessee  to  Omaha,  Neto.,  and  Sioux  City 
Ia.^  Asks  reasonable  through  joint  commodity  rates  and  repara- 

No.  13323.     The  Parkersburg  Rig  &  Reel  Co..  Parkersburg,  W.  Va     vs 
Baltimore  &  Ohio  Southwestern  et  nl  ' 

Unjust  and  unreasonable  rate  of  99c  per  100  Ibs.  on  well  drilling 
machines  k.  d.  from  Parkersburg,  W.  Va.,  to  New  Orleans  for  ex- 
?°t  ?  Mexico  because  in  excess  of  commodity  rate  of  68c.  Asks 
rate  of  68c  and  reparation. 

The  Parkersburg  Rie  &  Reel  Co.,  Parkersburg    W    Va     vs 
Wichita 


., 

Falls,    Ranger  &   Fort  Worth   et   al 
Unjust    and    unreasonable    rates    on    steel    tank    material    k 


Corporation-    New   York   City,   vs.    Santa 

Unreasonable,  unduly  prejudicial  and  unjustly  preferential  rates 

r"   Destinations.     I'sMl? 

Co"   Parke«"urg,   W.   Va., 
tanks  k-  d'  from  Deleon, 
•a^aBeni01^"^"8  &  S°nS>  Hutley'  N'  J"  VS'  Doctor-General, 
™UinJJ;!?,t,  £nd   unreasonable   demurrage    charges    on    shipments    of 
Asks    renaratio"  "   unloaded    because    of   frozeV  condition 

N°-  e™S»-     The  Seneca  Wire  &  Mfg.  Co.,  Fostoria,  O.,  vs.  L.  E.  &  W. 
Unjust  and  unreasonable  rates  on  sulphuric  acid  from  Danville, 


111    to  Fostoria,  O.    Asks  just  and  reasonable  rates  and  reparation. 

No.  13329.     Alpha  Portland  Cement  Co.,  Easton,  Pa.,  vs.  Pennsylvania. 
Unjust,     unreasonable     and    unjustly    discriminatory     rates     on 
cement  from  Martin's  Creek,  Pa.,  to  points  in  New  Jersey  as  far 
as  and  including-  Stelton,  N.  J.     Asks  lawful  and  reasonable  rates. 

No.   13330.     J.  G.  Peppard  Seed  Co.,  Kansas  City,  Mo.,  vs.  I.   &  G.   N. 
et  al 

Excessive,  unreasonable,  unjustly  discriminatory  and  unduly 
prejudicial  rates  on  sorghum,  cane  and  sudan  seeds  from  Texas 
points  to  Kansas  City,  Chicago,  St.  Louis  and  other  points.  Asks 
rates  not  in  excess  of  those  applicable  on  grain  and  reparation. 

No  13331.     Anderson  Brothers  Co.  et  al.,  York,  Pa.,  vs.  Arkansas  Cen- 

Unjust,  unreasonable  and  unduly  preferential  rates  on  raw 
materials  used  in  mixed  live  stock  and  poultry  feeds  and  mixed 
live  stock  and  poultry  feeds  between  various  interstate  points. 
Asks  for  transit  privilege  on  raw  materials  at  York  and  just  and 
reasonable  rates,  and  reparation. 

No.  13332.     Getz  Bros.  &  Co.,  Inc.,   San  Francisco,   Calif.,   vs.  Director- 
General,  as  agent. 

Unjust,  unreasonable,  unjustly  discriminatory  rates  on  spelter 
from  Sand  Springs,  Okla.,  to  San  Francisco  for  export  to  Japan. 
Asks  reparation. 

No.  13333.     Hercules  Powder  Co.,  Wilmington,  Del.,  vs.   Director  Gen- 
eral, as  agent,  New  York  Central  et  al. 

Unjust  and  unreasonable  rates  on  sulphuric  acid  from  Danville, 
111.,  to  Ishpeming,  Mich.  Asks  reparation. 

No.    13334.      Stack   Construction    Co.,    Duluth,    Minn.,    vs.    Duluth,    Mis- 
sabe  &  Northern  and  Director  General. 

Unjust  and  unreasonable  rate  on  crushed  stone  from  defendant's 
ore  dock  in  Duluth  to  Fifty-seventh  Avenue  West  in  Duluth. 
Asks  reparation. 

No.  13335.     Spencer  Kellogg  &  Sons,  Inc..  New  York  City,  vs.  Director 
General,  as  agent,  New  York  Central  et  al. 

Unjust,  unreasonable  and  unjustly  discriminatory  rates  on  soya 
bean  oil  and  peanut  oil  from  Edgewater,  N.  J.,  to  Chicago.  Mil- 
waukee, East  Chicago,  Cleveland  and  Columbus.  O.  Asks  for 
reparation  down  to  basis  of  cottonseed  oil  rate  subsequently 
established. 

No.  13336.     Neal  Veneer  Co.,  Brewton,  Ala.,  vs.  Marianna  &  Blounts- 
town  et  al. 

Unjust  and  unreasonable  rates  on  yellow  pine  and  hardwood 
lumber  veneers  and  other  forest  products  from  McNeal,  Fla.,  to 
various  interstate  points.  Asks  for  just  and  reasonable  rates  and 
reparation. 

No.  13337.     Nephi  Plaster  and  Mfg.  Co.,  Salt  Lake,  vs.  D.  &  R.  G.  W. 
et  al. 

Unjust,  unreasonable,  unduly  prejudicial,  preferential  and  dis- 
criminatory rates  on  plaster  and  lime  from  Gypsum.  Utah,  and 
Nephi,  Utah,  to  points  in  Utah  and  interstate  destinations.  Asks 
cease  and  desist  order  and  just  and  reasonable  rates. 
No.  13338.  International  Paper  Co.,  New  York  City,  vs.  Director  Gen- 
eral, as  agent,  New  York  Central  et  al. 

Unjust,    unreasonable    and    prejudicial    rates   on    pulpwood    from 
Eagle  Bay,  N.  Y.,  to  Corinth,  N.  Y.     Asks  reparation. 
No.   13339.     Coastwise  Lumber  and  Supply  Co.,   Inc.,   New  York  Citv, 
vs.  B.  &  O. 

Unjust,    unreasonable,    discriminatory,   prejudicial    and   otherwise 

unlawful    lighterage    charges    on    lumber    in    New    York    harbor, 

originating  in  West  Virginia  and  South  Carolina.     Asks  reparation 

No.  13340.     Humphrey  Brick  and  Tile  Co.,  Brookville,  Pa.,  vs.  Director 

General,  as  agent,  Pennsylvania  et  al. 

Excessive,  unjust,  unreasonable,  discriminatory  and  preferential 
rates  on  hollow  building  brick  from  Brookville,  Pa.,  to  Winston- 
Salem,  N.  C.  Asks  reparation. 

No.  13341.     Brown  Land  and  Lumber  Co.,  Rhinelander,  Wis.,  vs    C.  & 
N.  W.  et  al. 

Unjust  and  unreasonable  combination  rates  on  pulpwood  from 
Silberg.  Black  River,  North  Bessemer  and  Ericson,  Mich.,  to 
Rhinelander,  Wis.  Asks  for  through  rate  not  exceeding  7c  and 
reparation  to  that  basis. 

No.  13342.     Gila  Water  Co.  et  al.,  Phoenix,  Ariz.,  vs.  Arizona  Eastern 
et  al. 

Unjust,  unreasonable,  unduly  discriminatory  and  unduly  preju- 
dicial rates  on  contractors'  or  graders'  outfits  between  San  Fran- 
cisco and  Richmond,  Calif.,  and  Hassayampa,  Ariz.  Asks  just 
and  reasonable  rates  and  reparation. 

No.    13343.      Schanck,    Hutchinson    &    Field,    Hightstown,    N.    J.      vs 
Pennsylvania. 

Unreasonable  and  excessive  charges  on  shipments  of  bulk  rye 
gram  from  points  in  New  Jersey  to  Baltimore.  Md.,  by  reason  'of 
Vi?^Ize  of  car  furnished.  Asks  for  reparation. 

No.  13344.     Stone-Fisher  Co.,  T'acoma,  Wash.,  vs.  Director  General,  as 
ft^Gnt,  O.  jM.  &  St.  P. 

Unlawful  and  illegal  charges  on   furniture  from  Chicago  to  Ta- 
oma,    Wash.,    by   reason  of   defendants'   failure   to   furnish    car  of 
size  requested.     Asks  for  refund  of  alleged  overcharge. 

MANCHESTER   &   ONEIDA    BONDS 

The  Commission  has  authorized  the  Manchester  &  Oneida 
Railway  Co.  of  Iowa  to  issue  not  exceeding  $65,000  of  new  first 
mortgage  6  per  cent  bonds,  to  he  exchanged,  par  for  par,  for  a 
like  aggregate  amount  of  first  mortgage  5  per  cent  bonds  now 
outstanding.  The  5  per  cent  bonds  became  due  March  1,  1921, 
and  the  new  bond  issue  was  resorted  to  because  of  lack  of  cash 
to  pay  off  the  maturing  bonds. 


MO.  &    N.  ARK.   LOAN 

The  Missouri  &  North  Arkansas  Railroad  Co.  has  applied  to 
the  Commission  for  a  loan  of  $3,500,000  to  pay  off  $2,062,750  to 
receivers'  certificates  to  provide  $750,000  for  road  and  equip- 
ment; to  pay  $490,000  of  floating  indebtedness  and  to  put  the  re- 
mainder of  $197,250  in  the  company's  treasury  to  enable  the  com- 
pany to  do  business.  The  company  says  in  its  application  that 
it  will  turn  over  every  share  of  stock  and  every  outstanding  bond 
as  collateral  security  for  the  loan  so  as  to  give  the  government 
an  absolute  first  lien  on  the  property. 


ST.    LOUIS    TERMINAL    BONDS 

The  Terminal  Railroad  Association  of  St.  Louis  has  applied 
to  the  Commission  for  authority  to  sell  $65,000  of  federal  mort- 
gage 4  per  cent  bonds,  to  be  applied  in  payment  for  real  estate 
purchased  in  St.  Louis. 
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— express  service  at  freight  rates 
across  the  Pacific 


ONLY 


12  Days  to  Yokohama 

14  Days  to  Kobe 

18  Days  to  Shanghai 


*S.S. 
*S.S. 


WENATCHEE 
BAY  STATE   . 


22  Days  to  Hong  Kong 
Days  to  Manila 

SAILINGS: 
.     .     December  24  *S.S.  KEYSTONE  STATE      ....     JanuaryT14 

.     .        January    7  S.S.  EDMORE JanuaryTlS 

S.S.  ELDRIDGE January  20 


(•Combination  a  1,000  ton  freight  and  passenger  liners,  speed  17^  knots.) 
(Through  bills  of  lading  issued  in  connection  with  our  feeder  services  and  other  lines.) 

FAST,  FREQUENT  COASTWISE  SERVICE 

Between 

SEATTLE  VICTORIA  PORTLAND  LOS  ANGELES 

TACOMA  VANCOUVER  SAN  FRANCISCO  SAN  DIEGO 

and  all  Alaska  Point* 

For  Additional  Sailing  Date*,  Rate*,  Detailed  Information,  Apply  to 

142  South  Clark  Street,  Chicago  17  State  Street,  New  York 

Agencies  All  Cities  Pacific  Coast  and  Orient 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Pacific  Coast  Agents — Nawsco  Line — Fast  lntercoast.il         ^^       —make  the 
Freight  Service  between   East  and  West  Coast  Ports.    ~*^ 

American  Flag 

your  thipping  guide 
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GROCERS  ASK  REOPENING 

The  Traffic   World   Washington  Bureau 

Complainants  in  10745,  National  Wholesale  Grocers'  Associa- 
tion against  the  Alabama  &  Vicksburg  et  al.,  have  asked  the 
Commission  to  reopen  that  case,  claiming  that  it  made  eighteen 
errors  in  its  findings. 

Another  phase  of  the  fight  between  the  wholesale  grocers 
and  the  meat  packers  came  before  the  Commission  December 
9,  when  arguments  were  made  on  the  application  of  Morris  & 
Co.  and  other  packers,  especially  those  not  included  within  the 
big  five,  for  a  modification  of  the  Commission's  order  in  No. 
10745  for  the  inclusion  of  lard  compound  and  lard  substitutes 
in  the  mixture  which  the  packers  may  ship  in  their  cars  with 
commodities  that  are  clearly  within  the  list  of  meat  products 
produced  by  them. 

The  application  was  opposed  by  Clifford  Thorne  for  the 
grocers.  He  contended  that  if  the  Commission  reversed  itself 
on  that  point  it  would  overturn  the  basic  principles  governing 
the  establishment  of  mixing  rules,  which,  he  contended,  were 
intended  to  give  an  industry  an  opportunity  to  ship  its  own 
products  in  mixed  carloads. 

Paul  E.  Blanchard,  for  Armour  &  Co.,  said  that  if  that  was 
the  principle  to  govern  the  making  of  mixing  rules,  then  the 
packers  should  be  allowed  to  ship  glue  and  sandpaper  in  their 
cars,  because  they  are  among  the  products  of  packing  houses. 
His  contention  was  that  the  basic  principle  for  the  making  of 
mixing  rules  was  to  enable  a  distributor  to  obtain,  in  one  car, 
the  goods  he  needs  to  establish  a  well  balanced  and  as  nearly 
complete  stock  as  possible 

"In  the  drug  mixing  rule  we  find  baby  food  and  blue  vitriol," 
said  he.  "Is  it  contended  that  blue  vitriol  and  condensed  milk 
are  produced  by  the  same  industry?  Was  it  not  the  intention 
when  the  drug  mixing  rule  was  established  to  enable  a  man  to 
obtain,  in  one  car,  the  things  needed  in  a  drug  store?" 

Blanchard  said  that  the  big  packers  can  exist  under  the 
rule  because  they  have  establishments  with  business  enough 
to  ship  in  carloads. 

Luther  M.  Walter  and  George  P.  Boyle,  the  former  for 
Morris  &  Co.,  and  the  latter  for  Kingan  &  Co.,  large  units  in 
the  part  of  the  packing  industry  outside  the  big  five,  said  that 
the  rule,  if  not  modified,  would  put  them  at  a  serious  disad- 
vantage, because  they  had  not  as  many  establishments  from 
which  to  ship  as  the  larger  packers.  They  said  that  every 
retail  grocer  handled  not  only  lard  but  lard  substitutes  and 
compounds  and  that  the  interest  of  the  retailer  was  to  obtain 
his  supply  for  a  complete  line  of  goods  in  one  car  if  possible. 
Substantially  the  same  ground  was  taken  by  R.  D.  Rynder,  for 
Swift  &  Co. 

Thome's  contention  was  that  the  question  was  whether 
lard  and  substitues  and  compounds  were  products  of  the 
slaughter  of  animals  and  therefore  entitled  to  be  mixed  with 
the  things  that  are  acknowledged  to  be  products  of  slaughtering 
of  animals.  The  rule  says  that  compounds  and  substitutes  not 
containing  twenty  per  cent  of  animal  ingredients  may  not  be 
shipped  in  mixed  carloads. 

Walter  called  attention  to  the  fact  that  grocers  are  not 
producers  of  anything.  They  neither  can  meat,  fruits,  vege- 
tables or  lard  compounds  and  substitutes.  They  merely  dis- 
tribute the  products  of  factories,  thereby  competing  with  pro- 
ducers who  do  their  own  distributing. 


LIVE  STOCK  SHIPPERS  REDUCE  LOSSES 

Progress  in  the  prevention  of  losses  due  to  damage  in  transit 
of  live  stock  was  discussed  at  a  conference  of  the  Association 
of  Organizations  for  the  prevention  of  Live  Stock  Shipping 
Losses,  in  Chicago,  December  14.  According  to  addresses  made 
by  various  delegates,  the  kind  of  losses  for  the  prevention  of 
which  the  organization  was  formed  have  decreased  materially 
in  the  two  years  it  has  been  at  work. 

According  to  R.  W.  Carter,  of  Chicago,  representing  the 
Institute  of  American  Meat  Packers,  the  rate  of  loss  on  account 
of  bruises  has  been  cut  to  less  than  one-sixth  its  former  size. 

"Record  kept  by  the  Institute,"  he  said,  "covering  42  estab- 
lishments, for  a  period  of  five  months,  show  that  the  total 
amount  of  meat  rendered  into  inedible  product  because  bruised, 
indicate  a  saving,  as  compared  with  the  same  period  a  year 
ago,  of  more  than  one  million  pounds  of  beef  and  more  than 
one  million  pounds  of  pork  in  these  42  establishments  alone." 

Mr.  Carter  estimated  that  the  total  loss  of  meat  from  hogs 
slaughtered  under  federal  inspection  at  53  leading  markets 
In  this  country,  had  fallen  from  more  than  15,000,000  pounds  in 
1919  to  less  than  3,000,000  pounds  for  the  eleven  months  of  this 
year.  The  losses  on  beef,  he  estimated,  had  fallen  from  3  000,- 
000  pounds  to  2,000,000  during  the  same  period. 

A.  F.  Stryker,  of  the  Omaha  Live  Stock  Exchange,  gave 
figures  showing  that  the  number  of  dead  hogs  received  at  the 
South  Omaha  market  during  the  months  of  June,  July  and  August 
of  this  year  had  decreased  considerably  as  compared  with  a 
similar  period  during  1920. 

"During    these   three    months    in    1920,"    said    Mr.    Stryker, 


"there  was  an  average  of  one  dead  hog  for  every  eleven  cars  of 
hogs  received.  This  year  the  average  was  one  dead  hog  to 
every  fifteen  cars  received." 

Following  the  addresses,  Dr.  W.  F.  Embree,  of  Chicago, 
representing  the  Western  Weighing  and  Inspection  Bureau, 
gave  an  illustrated  lecture,  showing  many  of  the  conditions 
which  cause  losses  on  live  stock,  and  pointing  out  the  improve- 
ment which  has  resulted  from  preventive  efforts. 

After  Dr.  Embree's  lecture,  a  motion  picture  film  was  shown, 
the  title  of  which  was  "Live  Stock  Losses  and  How  to  Reduce 
Them."  This  film,  which  was  prepared  by  the  Institute  of 
American  Meat  Packers,  in  co-operation  with  the  National  Live 
Stock  Exchange,  railroads,  producers'  organizations,  and  stock 
yards  companies,  showed  the  causes  of  many  of  the  injuries 
incurred  in  bringing  live  stock  from  the  farms  to  the  packing 
plants  and  gave  a  number  of  practical,  constructive  suggestions 
for  the  proper  handling  of  cattle  and  hogs. 

Resolutions  were  adopted  urging  that  the  Bureau  of  Animal 
Industry  collect  and  publish  accurate  statistics  regarding  the 
amount  of  meat  lost  from  bruises  and  other  injuries,  and  rec- 
ommending that  members  of  existing  sub-committees  at  local 
markets  be  reappointed,  and  that  the  preventive  work  be  car- 
ried on  vigorously  by  them.  These  local  sub-committees  con- 
sist of  one  representative  from  each  of  the  following  branches 
of  the  industry:  Live  stock  producers,  railroads,  stock  yards 
companies,  inspection  bureaus,  live  stock  exchanges  and  pack- 
ers. 


O.  S.   L.   AND   U.   P.   BONDS 

The  Oregon  Short  Line  and  the  Union  Pacific  have  ap- 
plied to  the  Commission  for  authority  to  issue  $16,424,000,  of 
five  per  cent  bonds,  under  the  Short  Line's  consolidated  mort- 
gage and  for  authority  on  behalf  of  the  Union  Pacific  to  guar- 
antee the  bonds.  The  purpose  of  the  issue  is  to  provide  for 
the  payment  and  refunding  of  first  mortgage  bonds  of  the  Short 
Line  amounting  to  $14,931,000,  and  maturing  February  1,  1922. 


CISCO   &   NORTHWESTERN    LOAN 

The  Cisco  &  Northwestern  Railway  Company  has  applied 
to  the  Commission  for  a  loan  of  $500,000  for  five  years,  to  meet 
obligations  incurred  in  the  construction  of  its  line  of  road. 


M.  ST.   P.  &  S.  STE.   MARIE  ABANDONMENT 

The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway  Com- 
pany has  been  authorized  by  the  Commission  to  abandon  its 
Deerwood  branch  in  Crow  Wing  County,  Minnesota.  The  branch 
extends  from  Ironhub  to  Deerwood,  a  distance  of  3.90  miles. 
It  was  constructed  in  3910,  primarily  for  the  purpose  of  devel- 
oping bodies  of  iron  in  the  South  Cuyuna  range,  but  subsequent 
exploration,  the  Commission  said,  proved  the  ore  to  be  of  no 
commercial  value  and  none  of  it  was  ever  shipped.  Train 
service  on  the  branch  line  was  discontinued  June  10,  1918,  be- 
cause it  had  no  traffic.  Ironhub  is  served  by  the  applicant  and 
Deerwood  is  served  by  the  Northern  Pacific. 


GREAT    NORTHERN    BONDS 

The  Great  Northern  has  applied  to  the  Commission  for  au- 
thority to  issue  $30,000,000  of  general  mortgage  gold  bonds, 
bearing  5%  per  cent  interest.  The  company  proposes  to  sell 
the  bonds  to  a  syndicate  by  March  1,  1922,  and  to  use  the  pro- 
ceeds to  pay  off  a  loan  of  $15,000,000  from  the  government;  to 
retire  $2,800,000  of  first  mortgage  bonds  of  the  Minneapolis 
Union  Railway,  due  July  1,  1922;  to  purchase  new  equipment 
and  improve  existing  rolling  stock  estimated  at  $5,040,000;  and 
the  balance  to  be  spent  on  additions  and  betterments  during 
1922. 


C.   I.  &  W.   BONDS 

The  Cincinnati,  Indianapolis  &  Western  has  applied  to  the 
Commission  for  authority  to  issue  and  place  in  its  treasury  not 
to  exceed  $1,129,000  of  first  mortgage  5  per  cent  fifty-year  gold 
bonds  to  reimburse  the  applicant  for  expenditures  charged  to 
1  capital  account  for  the  period  from  December  1.  1915,  to  March 
31,  1921. 


DOCKET  OF  THE  COMMISSION 

Note.  Items  in  the  Docket  marked  with  an  asterisk  (»)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

December  19— Washington,  D.  C.— Examiner  J.  E.  Smith: 

12996— J.   W.   Eshelman   &   Sons   et  al.   vs.   Arkansas  Central  et  al. 

Such  fourth  section,  departures  as  may  exist. 
December  19— Argument  at  Washington,  D.  C.: 

'33— Monarch  Mllls  vs-  c-  of  Ga-  Ry-  and  Director  General. 

12070— Purity  Extract  and  Tonic  Co.  vs.  Director  General,  A.   &  V. 
et  al. 

11714— Hannah  Distributing  Co.   et  al.   vs.   111.   Cent,   Director  Gen- 
eral et  al. 

11759— Meridian   Traffic   Bureau   et.  al.    vs.    Director   General,    A.    A 
V.  et  al. 

December  20 — Argument  at  Washington,  D.  C.: 

iisS2ron?  Coal  Co-  vs-  Mississippi-Warrior  Service  et  al. 
11888— Chamber  of  Commerce,  Gadsden.  Ala.,  vs.  A.  G.  S.  et  al. 
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WINDWARD  ISLANDS  SERVICE 

Regular  Service,  United  States  Shipping  Board  A-l  Steamers 

Mobile  to  Jamaica,  Haiti,  Santo  Domingo,  Porto  Rico,  Guadeloupe,  Martinique,  Barbados, 
Trinidad,  Curacao;  also  North  Coast  South  America,  including  Colombia;  also  Mexican  ports. 


EUROPEAN  SERVICE 

United  States  Shipping  Board  A-l  Steamers 

Mobile,  Pensacola  and  Gulfport  to  Rotterdam,  Amsterdam,  Antwerp,  Ghent,  Havre, 

Bordeaux  and  other  French  Atlantic  ports. 


PACIFIC  COAST 

Agents  lor  Atlantic,  Gull  &  Pacific   Steamship 
Corporation— A-l   Steamers 

Mobile  to  Los  Angeles  Harbor,  San  Francisco, 
Portland  and  Seattle. 


WEST  AFRICA 

Agents  for  Ball  West  African  Service — 
A-l  Steamers 

Mobile /West  African  ports,  via  Azores,  Canary 
and  Madeira  Islands. 
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Portions  of  Fourth  Section  Apps.  458,  540,  542    1548  and  1952. 
8778— Atlas  Portland  Cement  Co.  et  al.  vs.  Northampton  &  Bath  et  al. 
December  21— Pittsburgh,  Pa.— Examiner  Clarke: 

*  Finance    Docket    1143 — Application   of   Mingo-  Valley   R.    R.    Co.    for 

certificate  of  public  convenience  and  necessity. 
December  21 — Washington,  D.  C. — Examiner  Keeler: 

13158— Nelson  Fuel  Co.  et  al.  vs.  C.  &  O.  et  al. 
December  21 — Argument  at  Washington,  D.  C.: 
12189— Indiana  Reduction  Co.  vs.  Director  General. 
12046 — Armour  &  Co.  vs.  Wabash.  Director  General  et  al. 
12176 — Morris  &  Co.  vs.  Director  General,  Chicago  Junction  et  al. 
12283 — Wilson  &  Co.,  Inc.,  vs.  Director  General,  C.  &  A.  et  al. 
12302 — Armour  &  Co.  et  al.  vs.   Chicago  Junction.   Director  General 

et  al. 

December  22 — Argument  at  Washington,  D.   C.: 
»  I.  and  S.  1372 — Meridian  rate  case. 
December  23 — Argument  at  Washington,  D.  C.: 
11708 — American  Manufacturing  Co.  vs.   Director  General,   G.   H.   & 

S.  A.  et  al. 
11708  (Sub.  No.  1)—-F.  S.  Smith  &  Co.  vs.  Director  General  and  Texas 

Mexican  Ry. 
11970 — M.  Argueso  &  Co.,  Inc.,  vs.  Director  General,  G.  H.  &  S.  A. 

et  al. 

11895 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director  General. 
12072 — The  Barrett  Co.  vs.  Director  General,  Pa.  R.  R.  et  al. 
12234 — The  Barrett  Co.  vs.  Director  General,  B.  &  O.  et  al. 
December  28 — Argument  at  Washington,  D.  C. : 
12238— Standard  Shipbuilding  Corp.  vs.  Director  General  and  C.  R.  R. 

of  N.  J. 

12243 — Endicott-Johnson  Corp.  vs.  Erie. 

12279 — The  Atlantic  Refining  Co.  vs.  Director  General,  C.  &  O.  et  al. 
12296 — International  Paper  Co.  vs.  Director  General. 
December  29 — Argument  at  Washington,  D.  C.: 
12196 — The  Green  Rock  Coal  Co.  vs.  Director  General,  Big  Sandy  & 

Kentucky  River  Ry.  et  al. 
11415 — St.  Louis  &  O'Fallon  Ry.  Co.  vs.  East  St.  Louis  &  Suburban 

Ry.  et  al. 
11788 — Traffic     Bureau,     Davenport    Commercial    Club,     et    al.     vs. 

Director  General,  A.  T.  &  S.  F.  et  al. 
12003 — Burlington  Shippers'   Assn.   et  al.  vs.   Director  General,   Ark. 

Cent,  et  al. 

December  30 — Argument  at  Washington.  D.  C. : 
11699— The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
11700 — The  National  Live  Stock  Exchange  vs.  Ann  Arbor  et  al. 
11900 — Armour  &  Co.  et  al.  vs.  Director  General,  Chicago  &  Erie  et  al. 
12113 — Swift  &  Co.  vs.  Director  General,  B.  &  O.  et  al. 
12245 — Wisconsin  Dairy  Products  Co.  vs.  A.  C.  &  T.  et  al. 
January  3 — Chicago,  111. — Examiner  Hunter: 

13107 — The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 

January  4 — Philadelphia,  Pa. — Examiner  McGrath: 

«  13185 — F.  R.  Phillips  &  Sons  Co.  vs.  Boston  &  Albany. 

*  12185  (and  Sub.  Nos.  4  to  13  inclusive,  15,  16  and  17)— E.  I.  Du  Pont 

de  Nemours  &  Co.  vs.  Director  General. 

*  12185   (Sub.   No.   1) — E.  I.   Du  Pont  de  Nemours  &  Co.   vs.  Director 

General  and  Ware  Shoals  R.  R. 

*>  12185   (Sub.   No.  2) — E.   I.   Du  Pont  de  Nemours  &  Co.  vs.   Director 
General,  Laurinburg  &  Southern  R.  R.  et  al. 


*  12185   (Sub.   No.  3) — E.  I.   Du  Pont  de  Nemours   &  Co.  vs.   Director 

General,  Georgia  Southwestern  &  Gulf  et  al. 

*  12185   (Sub.   No.   14) — E.  I.   Du  Pont  de  Nemours  &  Co.  vs.  Director 

General,  Aberdeen  &  Rockfish  et  al. 

January  4 — Chicago,  HI. — Examiner  Keeler: 

*  13061 — Universal  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 

January  4 — Argument  at  Washington,  D.  C.: 

Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 

Valuation    docket   26 — In   re   San   Pedro,    Los   Angeles   &   Salt   Lake 

R.  R.  Co. 
January  5 — Philadelphia    Pa. — Examiner  McGrath: 

*  13179 — Vim  Motor  Truck  Co.  vs.  Director  General. 

*  13191 — Vim  Motor  Truck  Co.  vs.  Pa.  R.  R.  et  al. 
January  5 — Allentown,  Pa. — Examiner  Koch: 

*  13149 — Pennsylvania  Power  and  Light  Co.  vs.  Director  General,  L.  & 

N.  E. 
January  5 — New  Orleans,  La. — Examiner  Howell: 

*  13192 — Lucas  E.  Moore  Stave  Co.,  Inc.,  vs.  Director  General,  A.  T.  & 

S.  F.  et  al. 

*  11883 — Louisiana   Bag   Corporation    vs.    Director    General,    A.    T.    & 

S.  F.  et  al. 

*  13126 — Dunbar  Molasses  and  Syrup  Co.  vs.  Director  General,  G.  H.  & 

S.  A.  et  al. 
January  5 — Washington,  D.  C. — Examiner  Pitt: 

Portions  of  fourth  section  applications  703,  A.  C.  L.  R.  R. ;  1563,  1572, 
608,  682,  B.  &  O.  R.  R.;  1911,  Ches.  S.  S.  Co.;  12130,  Clyde  S.  S.  Co.; 
1787,  Erie  R.  R.;  1625,  C.  C.  McCain;  769,  M.  &  M.  T.  Co.;  1481, 
N.  Y.  N.  H.  &  H.  R.  R.;  2173,  O.  S.  S'.  Co.  of  S.;  1573,  S.  A.  L. 
Ry.;  1548,  Sou.  Ry. 
January  5 — Chicago,  111. — Examiner  Hunter: 

12630 — The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
January  5 — Argument  at  Washington,  D.  C. : 
Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 
Valuation    docket  26 — In   re   San   Pedro,    Los   Angeles    &    Salt    Lake 
R.  R.  Co. 

January  5 — Toledo,  O. — Examiner  Hartman: 

4181 — Second    industrial    railways    case — Lake    Erie    &    Ft.    Wayne 

R.  R.  Co.  et  al. 
I.  and  S.  414 — Cancellation  of  rates  in  connection  with  small  lines  by 

carriers  in  Official  Classification  territory. 
January   6 — Indianapolis.    Ind. — Examiner   Fuller: 

*  13159   (Sub.   Nos.   1,  2  and  3) — Terre  Haute  Paper  Co.   vs.   Director 

General. 

*  13212 — Eric  Corporation  vs.  I.  &  G.  N.  et  al. 
January  6 — Pittsburgh,  Pa. — Examiner  Carter: 

*  13169— Jones  &  Laughlin  Steel  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 

*  13219— The  Salkeld  Coal  Co.  vs.  Pa.  R.  R. 
January  6 — Wichita,  Kan.- — Examiner  Oliver: 

*  13182 — The  Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 

January  6 — Philadelphia,  Pa. — Examiner  McGrath: 

*  12200    (and   Sub.    No.    1) — Harleigh  Brookwood  Coal  Co.   vs.   Director 

General. 

*  12200  (Sub.  No.  2) — Thomas  Colliery  Co.  vs.  Director  General. 

*  12201 — Harleigrh  Brookwood  Coal  Co.  vs.  Director  General. 

*  12202 — Harleigh  Brookwood  Coal  Co.  vs.  Director  General. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  13107—  NATIONAL  LIVESTOCK  EXCHANGE  vs.  A.  T.  &  S.  FE  RAILWAY    CO.,    January    3rd,    at    Chicago,    attacks    rule    providing;    charges 

for    bedding    live    stock    in    cars. 
DOCKET  12630—  SAME  TITLE—  Hearings   (beginning  January  5th),  Chicago,  St.   Paul,  Omaha,  Denver,   Oklahoma   City,  Kansas   City,   St.    Louis,   Buffalo. 

The  complaint  alleges  that  the  collection  of  terminal  charges  at  certain   markets,   while   absorbing   them   at   others,   has   subjected   shippers   to   unjust, 

unreasonable    and    discriminatory    rates,    and    requests    establishment    of   reasonable    rates. 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 
fie  World)  throughout  the  country  except  Washington  should  be  addressed 


to  The  state  Law  Reporting  Company,  official  reporters  to  the  Commission, 

'^JST&Sg?1?*'  £%  b^the^mmission.   is    12%    cents   per  page   for 
each    copy    furnished. 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

tpedallrt  *  Councillor 

Bate  Amlyili — Claim! 

fimnlDorUtlon  171  SPITZER  BLD1. 

fttokan Arrangement*— Demnrran     TOLEDO,  OHIO 

General  Matten  BeUUnc  to  Mate. 

Iktentate  and  Foreign  Commerce 


OIOBOI  H.  BBOWH      OKOBQB  L.  BOYL1 

BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Bptdal  attention  to  Freight  Rate  Adjtiitmnti 

aad  Practice  before  the  Interitatt 

Commerce  Commmion. 

Boom  806  American  National  Bank  Building 
Telephone  Main  Z702  Washington,  D.  C. 

GEO.    T.    BELL 

COMMERCE  COUNSEL 
1919-1921,  Executive  VIce-Presldent,  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-Examiner,  Inter- 
State  Commerce  Commission;  1909-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  trhlppera  of  Missouri  River 
cities. 

MUN8EY  BUILDING,  WASHINGTON,  D.  C. 


CHARLES  H.  LAMPEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 

JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street       CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  yean  Attorney  and  Bxamuur,  Interstate 
Commerce  Commlulon,  and  prior  tkereto  •••rHr*'1  la  tfc* 
practice  of  law  at  Louifville,  Ky.) 

Special  attention  to  Batten  before  the  btenUte 
Commerce  Commlulon.  Income  Tax  Uait,  Federal 
Trade  CommlMiom,  United  States  ShlppUg  Bear*. 
Federal  Courts. 

701-706  WOODWABD  BLDQ.,  WASHINGTON 


JAMES  BORLAND 

Consulting  Traffic  Manager 

All  Traffic  and  Transportation  Matters 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  Express  Claims  for  Shippera 

1659  Foulkrod  Street,    PHILADELPHIA,  PA. 


EDWARD  A.  RAID 

ATTORNEY   AT    LAW 

1411-16    Liberty   Central   Trust    Building, 

St.  Loult.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commission*  u4 
railroad  and  rate  litigation  and  claim*. 
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THE  TRAFFIC  SERVICE  CORPORATION 


WASHINGTON 
COLORADO    BUILDING 
Telephone,   Main  3840 


CHICAGO 
418-430  S.  MARKET  STREET 
Telephone,  Harrlton  8806 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Announce 

The  "Perfect  Package" 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 
Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  boxboard  and  strawboard  mills 
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The  Kansas  City  Southern  Ry. 

PORT  ARTHUR  ROUTE 

Shortest  Line  to  the  Gulf 


KANSAS^1 

t      V.      *       5.  f. 


0  U   R    I  ' 


flPITTSBURG 

GULFTON 

ftJOPMN 


ULPHUR    SPRINGS 
vWSILOAM    SPRINGS 


Muskoqe 

Oklahoma  SPIRO 

Cit 


•JT^XARKANA 


t  Bolivar 

Gu/f      of      Mexico 


RAND  MCNALLV  &  cc 


NORTHBOUND  TRAFFIC 

Kansas  City  Southern  short  line  from  all  points  on  its  line,  also 
from       NEW  ORLEANS,  HOUSTON,  GALVESTON 
all  points  East  Texas  and  Louisiana 

TO  KANSAS  CITY 

One  Through  Manifest  Train  from  Port  Arthur,  Beaumont  and 
Lake  Charles  each  day,  making  third  morning  delivery  in  Kan- 
sas City. 

Two  Through  Manifest  Trains  from   points    Shreveport  and 
north,  making  second  day  delivery  in  Kansas  City. 
We  are  the  largest  handlers  of 

RICE,  SUGAR,  COFFEE 

from  this  producing  territory  to  Kansas  City  and  points  beyond 
and  via  our  various  connections  south  of  Kansas  City  to  their  dis- 
tributing territory.  Special  attention  given  to  these  commodities. 

ROUTE  YOUR  TRAFFIC  CARE 
The  Kansas  City  Southern  Ry. 

H.  A.  WEAVER,  G.  F.  A.  J.  F.  HOLDEN,  Vico-Pr... 

Kansas  City,  Mo.  Kansas  City,  Mo. 


Customs  House  Brokers 


FOR 


MEXICO 


BRENNAN  &  LEONARD 

Cuttoms  Houte  Brokers,  Forwarding 
and  Clearing  Houte  Agents 

LAREDO,  TEXAS 

Branch.*  in  all  Principal  CitU.  in  th«  R«puUic  of  Mexico 


Originators  of  package  car  service  to 
Mexico  City. 

Operators  of  through  package  car 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 

Have  banking  arrangements  making 
possible  shipper's  order  shipments  to  all 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphlet  in 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 


S.  E.  LEONARD 
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Mississippi  Central  Railroad 
Louisiana  &  Arkansas  Railway 

announce  a  new  route  between  the  Southeast  and  Southwest 

An  immediate  connection  has  been  formed  between  these  two  roads  and  the  Mississippi  Central  has  extended 
its  operations  into  Mobile,  Alabama,  by  trackage  rights  over  the  Gulf,  Mobile  and  Northern  Railroad. 

These  are  two  exceptionally  well  maintained  and  operated  roads.  Their  freight  schedules  have  been  co- 
ordinated so  as  to  form  through  continuous  service  for  the  handling  of  traffic  between  the  Southeast  and  the 
Southwest. 


HAP  or 

LOUISIANA  4  ARKANSAS  RY. 

AND 

MISSISSIPPI  CENTRAL  R.  R. 
"Natchez  Route" 

Bud  IP!<«Jly  ft  Co. 


It  will  be  our  constant  aim  to  render  so  prompt  and  dependable  a  service  and  to  so  keep  shippers 
informed  respecting  the  movement  of  their  freight,  that  this  route  will  become  noted  for  its  reliability  and 
the  ease  with  which  patrons  can  secure  information  about  the  movement  of  their  shipments. 

Route  from  the  West  via  Shreveport,  La.,  Stamps  or  Hope,  Ark.,  care  Natchez  Route. 
Route  from  the  East  via  Mobile  or  Hattiesburg,  care  Natchez  Route. 
We  will  show  our  appreciation  by  "Delivering  the  Goods." 


H.  R.  Wilson, 

Traffic  Manager,         Mississippi  Central  R.  R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic  Manager,         Louisiana  &  Arkansas  Ry., 
Texarkana,  Ark. 


Traffic  Department  Representatives: 

Carroll  H.  Smith,  C.  G.  Lang,  W.  S.  Cornell,  H.  R.  Whiting,  R.  E.  McCrath, 

General  Agent,  Commercial  Agent,  General  Agent,  General  Agent,  Commercial  Agent, 

Atlanta,  Ga.  Mobile,  Ala.  Dallas,  Texas  Oklahoma,  Okla.  Kansas  City,  Mo. 


1300  THE    TRAFFIC    WORLD  VoL  xxvm,  No.  26 


LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 
Express  Freight  Services 

U.  S.  Mail  Steamers  Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA         SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO        PORTLAND         SEATTLE         TACOMA 


Through  Bill*  of  Lading  issued  to  and  from  other  North  Pacific  Port*  and  Hawaiian  Islands. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 

Marquette  Bldg.         Lafayette  Bldg.        Oliver  Building          Central  Bldg.         Merchants  Exchange          Railway  Exchange 
Chicago  Philadelphia  Pittsburgh  Los  Angeles  San  Francisco  Portland 

Pierce  Building         Mobile  Liners,  Inc.,  Agents          A.  Le  Blanc,  Agent  L.  C.  Smith  Bldg. 

St.  Louis  Mobile,  Ala.  New  Orleans,  La.  Seattle 


LUMBER  AT  TIDEWATER 

The  proof  of  the  efficiency  of  any  ocean  terminal  lies  not  only  in 
the  speed  and  economy  with  which  lumber  can  be  unloaded  from  cars, 
stored  and  rehandled  to  ships,  but  in  the  track  layout  that  allows  the  least 
delay  in  switching  cars  alongside  for  direct  loading,  so  that  the  steamer 
itself  may  receive  speedy  dispatch. 

The  PORT  OF  TACOMA  on  its  PIER  ONE  offers  a  co-ordinated 
system  of  ship  side  and  storage  trackage  through  which  cars  may  be 
spotted  at  any  hatch  without  seriously  disturbing  the  working  of  the  rest 
of  the  ship.  Under  all  conditions  we  give  SERVICE. 

PORT  OF  TACOMA 

612  Tacoma  Building 
Tacoma,  Washington 
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PUT  THE  CARDS  ON  THE  TABLE 

As  horse  traders  or  poker  players,  the  carriers  are 
not  displaying  much  skill  or  nerve  these  days;  witness 
the  western  grain-agricultural  products  rate  situation. 
The  Commission,  on  complaint  of  growers  showing 
themselves  to  be  in  a  serious  business  predicament,  or- 
dered extensive  reductions  on  grain  in  the  west.  Many 
thought  the  decision  unwarranted  by  the  facts  and  that 
the  carriers  would  be  justified  in  fighting.  But  they  did 
not  fight.  Instead,  they  offered  to  substitute  for  the 
western  grain  reductions  a  ten  per  cent  cut  on  all  agri- 
cultural products  over  the  entire  country,  except  New 
England.  Their  motive  here  was  partly  political,  of 
course,  and  partly,  no  doubt,  a  real  desire  for  better  dis- 
tribution of  the  benefits  to  shippers  of  reductions  in  rail- 
road revenue.  The  Commission  then  refused  to  recon- 
sider its  grain  order.  Thereupon  the  carriers  promptly 
announced  that  they  would  make  the  ten  per  cent  agri- 
cultural reduction  anyhow.  It  seems  to  have  been  a 
game  of  heads  the  farmers  win  and  tails  the  railroads 
lose.  The  agricultural  bloc  seems  to  have  the  carriers 
just  where  it  wants  them — afraid  to  call  their  souls  their 
own.  Let  us  hope  that  the  American  Farm  Bureau  Fed- 
eration and  Mr.  Howard,  its  president,  will  not  be  too 
unreasonable  or  grasping  and  that,  in  their  newly  ac- 
quired role  as  administrators  of  the  traffic  policies  of  the 
railroads,  they  will  not  disregard  utterly  the  rights  of 
others. 

The  rate  situation  is  in  a  rather  more  serious  situa- 
tion than  most  persons  comprehend.  In  the  first  place, 
the  carriers  are  in  no  position,  we  think,  to  make  any- 
thing like  a  general  reduction  in  rates  until  operating 
costs  can  be  reduced.  If  they  would  take  that  position 
and  adhere  to  it  consistently  and  firmly,  there  would  be 
pretty  general  agreement  with  them ;  where  there  was 
not  agreement  there  would  at  least  be  respect  and  under- 
standing. But  if,  in  a  genuine  desire  to  relieve  business 


conditions  or  with  the  purpose  of  conciliating  public 
opinion  that  freight  rates  are  too  high,  the  carriers 
thought  best  to  make  a  material  reduction  in  rates,  then 
they  should  offer  to  make  a  general  reduction  in  all  rates 
and  announce  that  that  was  as  far  as  they  could  possi- 
bly go.  There  would  still  be  respect  and  understanding, 
even  if  not  entire  agreement.  But  what  do  they  do? 
They  dicker  with  this  and  that  faction  of  shippers — the 
farmers  especially — and,  by  offering  reductions  on  the 
commodities  in  which  the  so-called  agricultural  bloc  is 
interested,  seek  to  obtain  for  themselves  advantages  in 
legislation,  or,  at  least,  protection  from  adverse  legisla- 
tion. They  must  stand  their  share  of  the  blame  if,  in 
consequence,  shippers  of  other  commodities  insist  on 
similar  reductions,  refusing  to  credit  statements  of  the 
carriers  as  to  the  financial  impracticability  of  making 
them,  in  the  face  of  their  dealings  with  their  farmer 
friends. 

The  time  has  certainly  come  when  we  must  give 
serious  consideration  to  the  system  of  political  rate- 
making  and  rate-making  by  conference  and  cabal  that  is 
springing  up.  Insofar  as  the  Commission  is  a  party  to 
it  or  lends  encouragement  to  it,  it  is  to  be  condemned 
even  more  than  the  carriers,  whose  selfish  or  narrow 
motives  might  be  explained  on  the  ground  that  they  owe 
no  legal  obligation  to  the  public ;  but  the  Commission 
is  appointed  with  a  duty  to  discharge  and  the  methods 
for  its  proper  procedure  are  laid  down  by  the  law.  We 
insist  that  proposals  for  general  rate  reductions  be  made 
and  explained  %in  the  open  and  that  the  Commission  give 
consideration  to  them  on  their  merits,  with  the  interests 
of  all  shippers  and  .the  entire  transportation  system  in 
mind.  We  protest  against  agricultural  reductions  made 
for  the  purpose  of  insuring  the  carriers  against  adverse 
legislation.  Such  things  do  not  restore  business  confi- 
dence or  help  it  on  the  road  to  normalcy.  They  do  quite 
the  contrary. 

Now  is  the  time  for  men  whose  names  stand  for 
something  to  come  forward  with  representations  of  this 
kind  and  take  the  negotiations  for  lower  rates  out  of  the 
suspicion  into  which  they  have  fallen.  We  think  there 
was  no  special  need  for  the  rate  inquiry  which  the  Com- 
mission is  now  conducting;  it  was  brought  about  .largely 
because  of  the  devious  practices  that  have  been  followed 
lately.  But,  now  that  it  is  on,  we  hope  the  Commission 
will  find  either  that  no  general  rate  reduction  is  advisa- 
ble until  there  have  been  reductions  in  operating  costs, 
or  that  a  reduction  of  such  and  such  a  per  cent  should 
be  made.  We  further  hope  that  if  a  reduction  is  found 
to  be  justified,  the  Commission  will  say  that  it  should 
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LIST  OF  DIRECT  PORT  CONNECTIONS 

A  Harbor  Made  to  Order 

Los  Angeles  has  expended  $8,000,000  on  waterfront  improvements  and  has 
voted  an  additional  $4,500,000  for  further  improvements. 

The  United  States  Government  has  expended  approximately  $6,000,000  on 
the  breakwater  for  the  outer  harbor,  jetty  work  and  dredging  in  the  inner  har- 
bor, and  has  appropriated  $984,300  for  other  improvements. 

Los  Angeles  harbor  has  nearly  40,000  feet  of  wharves,  of  which  more  than 
13,000  feet  are  owned  by  the  City  of  Los  Angeles. 

The  City  owns  and  operates  five  transit  sheds  having  a  uniform  width  of 
100  feet  and  a  combined  length  of  4,430  feet. 

Ships  can  enter  Los  Angeles  harbor  from  the  open  sea  with  safety  in  all 
seasons  of  the  year  and  in  any  weather. 


Write  for  Illustrated  Rook,  Port  Map*  and  Harbor  Information 


Board   of    Harbor    Commissioners 


EDGAR  McKEE,  President 


SUITE  33,  CITY  HALL,  LOS  ANGELES,  U.  S.  A. 


December  24.  1921 
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be  applied  by  the  percentage  method  on  all  commodities, 
for  the  reason  that  the  rates  on  all  commodities  were 
increased  under  the  decision  in  Ex  Partc  74.  We  think 
a  general  reduction  of  ten  per  cent,  or  five  per  cent,  or 
even  less,  of  this  sort  would  go  farther  to  restore  public 
confidence  and  business  health  than  all  the  concessions 
to  this  or  that  special  interest  that  have  been  and  are 
being  planned.  There  may  be  some  proper  difference 
of  opinion  as  to  whether  reductions — if  reductions  prove 
possible — shall  be  made  by  the  percentage  method  or  by 
commodities ;.  but  there  can  be  only  one  opinion  .as  to 
the  proper  method  of  reaching  a  conclusion.  The  cards 
should  all  be  on  the  table  and  the  Commission  should 
do  the  dealing  under  the  inspection  of  the  public. 


tigate  the  Railroad  Executives'  Association  for  not  put- 
ting Clifford  Thorne  on  one  of  its  committees. 


HALL  AND  AITCHISON 

The  country  is  to  be  congratulated  on  the  reappoint- 
ment  by  President  Harding  of  Commissioner  Hall  and 
Commissioner  Aitcriison.  We  say  this,  not  because 
either  of  these  two  gentlemen  is  necessarily  the  best  ap- 
pointment that  could  be  made  to  fill  the  vacancy  caused 
by  the  expiration  of  his  term  the  end  of  this  year,  but 
because  both  have  given  good  service  and  their  long 
experience  and  accumulateed  knowledge  is  valuable'  on  a 
Commission  which,  without  them,  would  be  composed 
of  a  majority  of  members  who  were  novices.  Then,  too, 
though  it  would  be  possible,  of  course,  to  replace  them 
with  men  of  more  ability,  the  chances  are  that,  if  the 
President  went  outside  the  present  Commission  for  his 
candidates,  he  would  yield  to  political  importunities  and 
appoint  men  of  much  less  ability  as  well  as,  of  course, 
much  less  or  no  experience.  We  are  glad  that  the  Presi- 
dent's easy  attitude  toward  this  important  body  has 
changed  enough  so  that  the  weakening  of  the  Commis- 
sion has  been  thus  far  checked.  Even  if  there  were  no 
especially  important  matters  before  the  Commission  for 
consideration  it  would  not  be  well  to  have  it  composed 
largely  of  raw  recruits ;  but  now  would  be  the  very 
worst  time  that  could  be  imagined  for  such  a  change. 
The  Commission  has  never  been  confronted  with  more 
important  issues  than  at  present.  It  has  not  so  far 
evinced  any  particular  strength  in  dealing  with  them. 
It  is  fortunate  that  we  at  least  need  not  fear  any  further 
weakness. 


THE  SENATE  SMELLS  A  MOUSE 

As  an  example  of  even  more  than  the  usual  lack  of 
intelligence  on  the  part  of  the  United  States  Senate  and 
individual  members  of  it,  we  call  attention  to  the  reso- 
lution offered  by  Senator  Pittman,  of  Nevada,  and 
adopted  by  the  Senate,  calling  for  an  investigation  of 
the  Transcontinental  Freight  Bureau  on  the  theory  that 
it  is  not  a  disinterested  body  but  an  institution  of  the 
railroads.  Senator  Pittman  and  the  Senate  might  have 
saved  their  effort  and  the  exposure  of  their  ignorance  by 
the  expedient  of  writing  a  letter  to  Mr.  Countiss  asking 
him  the  nature  of  his  bureau.  He  probably  would  have 
admitted,  what  everybody  who  knows  anything  about  the 
traffic  machinery  of  the  country  knows,  that  the  railroads 
pay  his  salary  and  that  his  bureau  is,  of  course,  a  rail- 
road institution.  We  suggest  that  next  the  Senate  inves- 


THE  TRAFFIC  CLUBS 

The  traffic  clubs  have  done  much  toward  bringing 
about  better  understanding  between  railroad  men  and 
shippers  and  among  shippers  and  railroad  men  them- 
selves. There  is  much  that  yet  can  be  done,  however. 
Some  of  it  could  be  accomplished  under  present  condi- 
tions but  some  of  it,  perhaps,  would  call  for  a  widening 
of  the  clubs'  scope  and  consequent  inclusion  of  certain 
classes  of  railroad  men  who  today  are  only  slightly  rep- 
resented in  the  memberships. 

As  to  the  former,  there  apparently  is  something  to 
be  desired  yet  in  the  way  of  relations  among  railroad 
traffic  officials  themselves.  It  scarcely  seems  credible 
that  certain  through  rates  ordered  published  by  the  In- 
terstate Commerce  Commission  have  been  in  effect  for 
considerably  over  a  year  and  that  the  traffic  officials  of 
the  roads  involved  have,  not  yet  been  able  to  agree 
among  themselves  on  the  divisions  to  be  applied.  And 
yet  this  is  true.  Apparently  they  are  willing  to  agree  to 
the  propositions  made,  "in  principle,"  but,  when  it  comes 
to  applying  the  principle,  all  kinds  of  objections  are 
urged  and  meeting  after  meeting  adjourns  without  any 
agreement  being  reached. 

Again,  there  are  certain  lines  of  inter-territorial  busi- 
ness on  which  through  rates  have  been  in  effect  for 
years  and  no  mutually  satisfactory  percentages  or  meth- 
ods of  division  of  earnings  arrived  at,  with  the  result 
that,  in  some  cases,  the  auditors'  accounts  are  being  held 
up  pending  agreement,  and  in  others  the  terminal  road 
that  collects  the  freight  charges  makes  settlement  on 
the  basis  it  is  contending  for  and  the  initial  road  is 
forced  to  accept,  recouping  itself  as  far  as  possible  by 
pursuing  a  similar  course  on  business  moving  in  the 
opposite  direction.  A  more  absurd  situation  could  hardly 
be  devised  by  the  Mad  Hatter  or  the  Mock  Turtle. 

As  to  the  other  part,  while  some  of  the  railroad 
operating  officials  are  members  of  traffic  clubs,  they  are 
comparatively  few,  which  is  a  pity.  Contact  between 
them  and  the  industrials  is  highly  desirable.  Also,  the 
relations  between  the  railroad  operating  and  traffic  offi- 
cials are,  perhaps,  not  always  as  close  and  cordial  as 
they  should  be.  Each  might  learn  much  from  the  oth- 
ers and  many  misunderstandings  might  be  done  away 
with. 

* 

Then  again,  there  are  the  freight  claim  agents.  Few 
of  them  have  traffic  club  affiliations  and,  consequently, 
they  miss  the  opportunity  to  get  into  close  touch  with 
the  public.  No  doubt  every  claim  agent  will  agree  "in 
principle"  to  the  statement  that  no  letters  should  be 
allowed  to  go  out  of  his  office  in  which  any  statement  is 
made  which  he  would  not  be  willing  to  make  to  the 
claimant  if  he  met  him  face  to  face.  And  yet  such  let- 
ters, with  veiled  insinuations  and  ironic  remarks,  are 
written  every  day.  Every  industrial  traffic  manager  will 
acknowledge  that  his  correspondence  with  freight  claim 
agents  should  be  as  courteous  as  his  conversation  with 
freight  claim  agents  would  be,  and  yet  how  often  is  this 
principle  ignored?  Personal  intercourse,  even  though 
only  in  a  social  way,  would  remedy  this.  Of  course,  no 
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freight  claim  agent  can  come  into  personal  contact  with 
all  claimants,  but  the  traffic  club  offers  the  opportunity, 
locally  at  all  events,  and  if  it  was  used  it  would  go  far 
to  demonstrate  to  the  claimant  that  the  freight  claim 
agent  is  human  and  wishes  to  do  right  and  to  the  freight 
claim  agent  that  the  claimant  is  only  asking  for  what  he 
believes  to  be  his  due.  And  when  the  claim  agent  and 
the  claimant  have  learned  this  through  personal  contact 
in  their  own  city  they  will  realize  that  the  same  condi- 
tion prevails  in  other  cities  and  a  much  greater  degree 
of  harmony  will  result  and  claims  will  be  more  promptly 
settled  or  withdrawn — as  the  circumstances  may  justify. 


RATES  ON  IRON  ORE  TO  LAKE  PORTS 

Operating  and  accounting  testimony  by  the  North  Western 
road  took  up  the  whole  of  the  tenth  day  of  the  hearing  in  Chi- 
cago on  No.  12071,  Adriatic  Mining  Co.  et  al.  vs.  C.  &  N.  W.  et  al., 
December  16.  The  complainants'  side  of  the  case,  which  in- 
volves the  rates  from  producing  iron  ore  ranges  in  Minnesota, 
Wisconsin  and  Micihgan  to  the  ore  docks  at  Duluth,  Two  Har- 
bors, Escanaba,  Ashland  and  Marquette,  was  put  in  last  July 
and  the  present  hearing,  which  began  December  7,  before  Ex- 
aminer Hosmer,  was  given  over  to  testimony  by  interveners  and 
by  defending  carriers. 

Dock  superintendents  of  the  North  Western  at  Ashland  and 
Escanaba  explained  in  detail  the  services  given  to  the  ore  by 
the  carriers  at  those  points.  This  included  maintaiing  a  force 
of  laborers  at  each  of  the  docks,  numbering  somewhere  around 
200,  day  and  night.  Particular  stress  was  laid  on  the  expense 
and  work  necessary  to  thaw  frozen  cars  of  ore,  which  number 
In  excess  of  1,000,  each  fall  at  each  of  the  two  loading  -points. 
The  payroll  of  the  men  employed  in  grading,  dumping  and  load- 
ing the  ore  at  Ashland,  for  instance,  was  $49,000  for  the  month 
of  July,  1920,  which  was  said  to  be  a  typical  period. 

F.  H.  Hammill,  assistant  general  manager  of  the  North 
Western,  said  that  the  maintenance  cost  of  the  docks  was  ap- 
proximately $75,000  a  year,  and  that  the  construction  of  special 
car  and  locomotive  repair  shops  and  living  quarters  adjacent 
thereto,  which  expenses  had  not  been  taken  into  consideration 
by  the  complainants,  was  $150,000.  The  continual  expense 
which  the  company  was  undergoing  in  keeping  its  tracks  on  a 
level  and  in  line,  because  of  the  damage  by  cave-ins  and  shift- 
ing, was  also  described  and  the  total  services  compared  with 
those  rendered  on  general  traffic.  This  difference,  according  to 
witnesses,  more  than  made  up  for  the  figures  on  ton-mileage  put 
in  by  complainants  and  interveners,  which  were,  however,  not 
admitted  to  be  correct. 

The  steel  interests  may  have  lost  money  in  1921,  but,  accord- 
ing to  C.  F.  Balch,  assistant  general  auditor  of  the  North  West- 
ern Railroad,  who  testified  at  the  ore  hearing,  December  17,  it 
is  safe  to  say  that  they  made  a  better  showing  financially  than 
the  railroads,  revenue  figures  for  the  first  eight  months  of  the 
year  of  which  indicated  that  they  would  fall  $55,000,000  below 
a  six  per  cent  return  for  the  entire  year. 

These  figures,  he  said,  were  of  particular  significance  to  the 
steel  industries,  which  are  seeking  a  reduction  in  the  iron  ore 
rates  from  the  mines  to  the  northern  .lake  ports,  because,  while 
the  roads  of  the  country  as  a  whole  showed  a  return  of  2.41 
per  cent,  and  the  western  roads  2.77  per  cent,  the  five  carriers 
which  serve  the  Michigan  and  Wisconsin  iron  ranges  had  a 
deficit  in  the  aggregate  and  only  the  North  Western,  with  a 
return  of  .68  per  cen,t  and  the  St.  Paul  road  with  a  return  of 
.04  per  cent,  showed  anything  but  individual  deficits. 

Increases  in  the  various  items  of  operating  expenses  of  the 
North  Western  were  shown  by  .the  witness,  which  he  said 
showed  these  expenses  to  have  increased  259.31  per  cent  since 
1912.  On  the  Ashland  and  Peninsula  divisions  of  the  road, 
which  operate  in  the  mining  districts,  the  increase  was  even 
greater,  he  said.  Applying  the  percentage  increase  for  the  en- 
tire line  to  the  expense  portion  of  the  1912  rate,  which  was  45 
cents,  and  adding  thereto  actual  tax  figures  and  a  return  of 
4%  per  cent,  Mr.  Balch  arrived  at  a  figure  of  $1.01,  which  he 
said  might  be  termed  the  actual  cost  of  cai-rying  iron  ore  plus 
a  low  return.  The  present  rate  for  the  North  Western's  hauls 
from  Gogebic  to  Ashland  and  from  Menominee  to  Escanaba 
was,  he  said,  $1,  which  the  complainants  in  the  case  were  seek- 
ing fo  have  reduced  to  60  cents. 

It  cost  the  North  Western  two  cents  a  ton  more  to  haul  iron 
ore  from  mines  on  the  Menominee  range  to  Escanaba,  over  its 
Peninsula  division,  than  the  rate  charged,  said  Mr.  Balch,  in 
concluding  his  testimony,  December  19.  The  total  deficit  for 
that,  division  in  1920  was  $97,882.66.  On  the  Ashland  division, 
over  which  the  ore  was  hauled  from  the  Gogebic  range  to  Ash- 
land, the  North  Western  had  a  net  return  in  1920  of  $1,487,954, 
in  the  same  year,  out  of  a  gross  revenue  of  $5,487,603,  he  said. 


"It  should  always  be  remembered,  however,"  he  concluded, 
"that  the  value  per  mile  of  road  of  the  lines  used  for  hauling 
ore  is  five  times  as  great  as  the  average." 

A.  F.  Cleveland,  assistant  freight  traffic  manager  of  the 
North  Western,  said  the  40  per  cent  cut  proposed  by  the  com- 
plainants in  the  rate  from  the  old  ranges  to  Ashland  and  Esca- 
naba would  cut  into  the  revenues  of  the  North  Western  to  the 
extent  of  $4,700,000  annually  on  the  basis  of  a  normal  year's 
tonnage. 

"Our  net  operating  income  for  the  first  ten  months  of  1921 
was  $7,000,000,"  he  said.  "This  has  been  achieved  at  the  ex- 
pense of  postponing  $10,000,000  worth  of  maintenance  work. 
When  one  considers  that  November,  December,  January  and 
February  are  our  poorest  months,  it  is  not  too  much  to  say  that 
our  operating  ratio,  which  was  87  per  cent  during  this  time, 
will  come  close  to  100  per  cent  during  the  next  four  months.  It 
may  even  exceed  that  figure." 

Mr.  Cleveland  said  his  road  would  lose  $3,000,000  a  year 
through  the  decision  of  the  Commission  in  the  grain  case,  and 
an  additional  $1,500,000  if  the  western  carriers  put  the  pro- 
posed ten  per  cent  reduction  on  farm  products  into  effect. 

Before  the  Commission  orders  any  reduction  in  the  rates  on 
iron  ore  from  Wisconsin  and  Michigan  ranges  to  the  upper  lake 
ports,  it  should  consider  the  fact  that  61  per  cent  of  the  entire 
traffic  of  the  North  Western  in  low  grade  carload  traffic  with, 
short  hauls,  said  Mr.  Cleveland,  in  concluding  his  testimony, 
December  20.  Out  of  the  13,903,000  tons  hauled  by  the  North 
Western  in  Michigan  in  1920,  13,431,000  tons  were  iron  ore,  he 
said,  and  only  472,000  other  traffic. 

Referring  to  the  request  made  by  interveners  from  the 
Gogebic  range,  that  rates  from  that  section  be  made  lower  to 
Ashland  than  from  the  Menominee  range  to  Escanaba,  on  ac- 
count of  the  shorter  line  haul,  Mr.  Cleveland  said  that  such  a 
course  would  be  unjust. 

"Distance,"  he  said,  "is  the  only  one  of  the  elements  taken 
into  consideration  when  making  a  rate.  Commercial  conditions 
are  a  large  factor,  and  in  this  instance  to  make  anything  but 
a  blanket  rate  over  the  entire  territory  would  be  to  ignore  that 
factor." 

It  was  equally  fallacious,  he  said,  to  say  that  any  division 
of  a  road  ought  to  pay  rates  based  upon  the  value  and  operat- 
ing expenses  of  that  division. 

"If  rates  were  to  be  made  on  that  principle,"  he  continued, 
"it  would  mean  that  rates  from  Omaha  and  Sioux  City  to  Chi- 
cago would  have  to  be  higher  than  those  from  Kansas  City,  and 
those  from  Mason  City  to  Chicago  still  higher." 

Mr.  Cleveland  introduced  numerous  rate  comparisons  in 
which  the  rates  involved  were  compared  with  other  iron  ore  rates 
and  with  rates  on  sand  and  gravel.  The  latter  rates,  he  pointed 
put,  while  considerably  higher  than  ore  rates,  as  a  general  rule, 
involved  no  intricate  assembling  service  and  no  expensive  grad- 
ing and  unloading  work. 

After  15  days  of  testimony,  the  hearing,  which  had  been 
going  on  since  December  7,  adjourned,  December  21,  to  a  date 
to  be  set  by  the  Commission.  The  original  plan  was  to  take  a 
recess  over  the  holidays  and  to  resume  immediately  thereafter. 
The  wishes  of  the  Commission  were  to  have  the  matter  disposed 
of  as  soon  as  possible.  Representatives  of  the  carriers  involved, 
however,  pointed  out  that  they  were  vitally  interested  in  the 
National  Live  Stock  Exchange  case  and  in  the  general  rate  in- 
quiry. It  was  tentatively  agreed,  just  previous  to  adjournment, 
that  a  further  hearing  in  Washington  some  time  in  February 
would  be  satisfactory  to  all  parties. 

The  last  day  of  the  hearing  was  given  over  to  statistical 
operating  and  traffic  testimony  in  behalf  of  the  C.  M.  &  St  P 
the  character  of  which  was  about  the  same  as  that  previously 
put  in  on  behalf  of  the  other  carriers  involved.  E  W  Soergel 
assistant  general  freight  agent  for  the  St.  Paul  road,  said  that 
the  40  per  cent  reduction  proposed  by  the  complainants  and 
interveners,  from  the  Menominee  range  to  Escanaba,  would,  if 
allowed,  mean  a  reduction  of  $956,606  a  year  in  the  revenues 
of  his  road,  on  the  basis  of  the  1920  tonnage.  In  the  22  months 
ending  October  1,  1921,  he  said,  his  road  lost  $6,000,000,  while 
the  ten  months  of  1921  included  in  that  figure  showed  a  net 
income  of  $5,000,000  gained  at  the  expense  of  $15,300.000  in 
leferred  maintenance  work.  The  witness  introduced  a  number 
of  exhibits  in  which  the  Michigan  ore  rates  were  compared  with 
rates  on  sand,  gravel,  coal  and  coke.  He  also  made  compari- 
sons with  the  ore  rates  at  the  lower  lake  ports,  where,  'he  said, 
considering  the  difference  in  the  empty  haul,  the  average  car- 
mile  earnings  ranged  from  48  to  60  cents,  as  compared  with 
an  average  car-mile  earning  of  23  cents  on  the  St.  Paul  road  in 
Michigan. 


BELLEVUE  &   WESTERN   OPERATION 

The  Bellevue  &  Western  Railroad  Company  has  filed  an  ap- 
plication with  the  Commission  asking  for  authority  to  put  in 
operation  in  interstate  and  foreign  commerce  its  lines  of  rail- 
road from  Graniteville  to  Bellevue,  Mo.,  a  distance  of  3.1  miles, 
owned  by  the  company,  and  from  Schneider's  Quarry  to  Iron 
Mountain,  Mo.,  a  distance  of  3.1  miles,  the  latter  line  being 
operated  under  a  trackage  agreement. 


December  24,  1921 
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Current  Topics 

in  Washington 


Stabilization  of  Prices. — Among  those  who  have  tried  to  keep 
abreast  of  the  thought  on  the  subject  of  trade  associations,  busi- 
ness men  are  expected  to  lament  the  Supreme  Court's  decision 
in  the  American  Hardwood  Lumber  Association  case,  in  which 
the  court  held  unlawful  the  "open  competition"  or  "open  price 
association"  scheme  devised  to  prevent  cut-throat  competition. 
It  probably  will  be  denounced  as  reactionary  by  those  who  be- 
lieve it  is  futile  for  the  public  to  hope  for  a  return  of  the  day 
when,  in  lime  of  little  business,  those  who  have  things  to  sell 
will  cut  prices  below  the  cost  of  production.  Yet,  as  construed 
by  the  lawyers  for  the  government,  and  the  Supreme  Court,  the 
anti-trust  laws  forbid  men  in  the  same  line  of  business  to  ac- 
cumulate and  distribute  information  among  each  other  that  will 
keep  them  from  going  below  the  average  cost,  plus  a  reasonable 
profit.  Such  practical  men  of  affairs  as  Herbert  Hoover,  Sec- 
retary of  Commerce,  and. Edwin  N.  Hurley, 'one  time  member 
of  the  Federal  Trade  Commission  and  later  chairman  of  the 
Shipping  Board,  long  ago  came  to  the  conclusion  that  the  best 
interest  of  the  country  would  be  served  by  stable  prices  and 
not  prices  that  violently  fluctuate.  They  also  reached  the  con- 
clusion that  the  only  way  to  prevent  violent  fluctuations  is  for 
everybody  engaged  in  a  given  line  of  business  to  know  what 
hi.s  competitors  are  doing  in  the  way  of  making  prices.  One  of 
the  best  examples  of  lack  of  co-operation  is  the  agricultural 
industry,  according  to  the  view  of  Herbert  Hoover.  When  a 
farmer  finds  the  price  is  going  down  he  sells  for  what  he  can 
obtain.  The  result  is  the  violent  fluctuations  that  have  marked 
Hie  cotton  market  and  practically  every  market  in  which  the 
farmer  does  the  selling.  Those  who  hold  the  Hoover  view  be- 
lieve the  country  has  not  been  helped,  but  immensely  damaged, 
by  the  fact  that  the  farmers  did  not  have  their  "open  price 
associations"  so  they  could  judge  what  to  do,  in  view  of  the 
amount  of  the  crop  and  the  general  outlook.  It  is  admitted 
the  lack  of  such  associations  is  not  the  only  factor  in  the  de- 
plorable state  of  the  farmers.  One  other  fact  is  that  no  one 
has  yet  acted  on  the  fact  that  a  farmer  needs  a  two-year  credit 
at  the  bank,  instead  of  a  two,  three,  six  or  even  twelve  month 
credit,  simply  because  the  farmer  cannot  do  business  except  on 
the  basis  of  one  turnover  in  a  year.  Then,  if  there  is  a  crop 
failure  or  any  other  untoward  thing,  the  farmer  is  flat  on  his 
back  and  factories  must  close  because  he  cannot  do  any  buying. 
The  Supreme  Court,  in  deciding  the  hardwood  trade  association 
case,  proceeded  on  the  assumption  that  any  increase  in  the  price 
of  an  article,  resulting  from  an  understanding  among  the  men 
in  a  given  trade  or  business,  means  a  restraint  of  trade.  Yet 
everybody  who  has  had  experience  knows  that  business  lags 
when  prices  are  low,  while  it  thrives  when  the  market  is 
steady,  with  a  tendency  to  rise.  Men  who  write  about  things 
that  take  place  in  markets  that  are  well  enough  organized  to 
have  things  written  about  them,  know  that  stability  is  the  most 
precious  asset  of  any  market  They  are  always  writing  about 
the  good  time  coming  when  prices  will  become  stable.  During 
the  war  men  who  were  building  had  the  experience  of  having 
lumber,  which  they  expected  to  buy  for  $30,  go  to  $130.  That 
stopped  much  building  Construction  low  lags  because  the 
man  who  thinks  he  would  like  to  build  something  has  no  idea 
how  much  lower  prices  will  go.  One  extreme  is  as  bad  as  the 
other,  apparently.  Yet,  according  to  the  way  the  Supreme  Court 
looks  at  the  anti-trust  law,  associations  that  aim  to  prevent  cut- 
throat competition  are  unlawful.  The  chances  are,  it  is  be- 
lieved, that  if  the  lumbermen  had  taken  steps  to  prevent  runa- 
way markets,  such  as  came  into  being  when  lumber  went  from 
$30  to  $130  a  thousand,  there  would  have  been  less  criticism  of 
their  association  work.  It  was  criticism  by  those  who  had  been 
hurt  by  such  freakish  markets  that  directed  the  attention  of 
the  government's  trust  breakers  to  the  associations.  However, 
one  common  suggestion  among  those  who  have  discussed  the 
Supreme  Court's  opinion  is  that  the  lumbermen  were  not  the 
only  ones  who  grabbed  when  the  grabbing  was  good.  The  asso- 
ciation members,  it  has  been  suggested  time  and  again,  cannot 
control  the  retailers  who  let  the  price  jump  from  $30  to  $130. 
In  the  same  way,  the  associations  of  coal  mine  operators  get 
ili<'  curses  of  the  public  for  what  retailers  and  speculators  may 
have  done  during  the  war,  and  after,  when  the  grabbing  was 
good. 


scheme  unless  lie  could  assure  them  that,  If  they  furnished 
statistics  of  production  and  prices,  the  fact  that  they  had  such 
flguren  would  not  furnish  ground  for  anti-trust  prosecutions. 
Hoover  immediately  asked  Attorney-General  Daugherty  for  such 
assurance.  Daugherty  declined  to  give  It  on  the  Around  that 
he  could  not  afford  to  give  absolution  to  such  associations  If 
the  Supreme  Court,  In  the  case  that  was  decided  December  19. 
should  hold  that  such  associations  were  Illegal.  Hoover  made 
hU  plans  on  the  assumption  that  no  court  would  hold  that  gather- 
ing and  dlHseminatlng  such  Information  would  be  a  violation  of 
the  anti-trust  laws.  But  the  highest  court  has  said  that  what 
the  lumbermen  did  was  unlawful.  Therefore,  Hoover's  plan 
comes  to  an  end  because  no  association  will  collect,  or  at  least 
furnish,  the  Information.  The  census  enumerators  will  have  to 
get  it  by  painfully  asking  each  man  In  an  Industry  for  facts 
which,  when  procured,  will  be  of  no  value  to  the  Industry  or  to 
the  government.  Congress  thought  that  reports  of  that  kind 
every  other  year  would  be  helpful  to  the  Industries.  It  also 
enacted  legislation  which  the  lawyers  have  proved  to  the  Su- 
preme Court  means  that  If  the  men  in  the  trade  who  know 
how  to  obtain  such  information  obtain  it  and  circulate  it  among 
themselves,  they  will  be  breaking  the  law,  because  the  Informa- 
tion, in  some  instances,  has  been  used  to  put  up  prices.  The 
case  again  calls  attention  to  the  fact  that  the  people  of  the 
United  States  are  being  taxed,  flrst  to  promote  business  and 
then  to  break  down  all  the  organizations  which  business  men 
deem  necessary  for  doing  business. 


The  State  Rate  Cases. — In  the  event  the  Supreme  Court  holds 
that  the  Commission  decided  right  when  it  construed  sections 
13  and  15-a  in  the  various  state  rate  cases,  how  Is  the  federal 
body  going  to  deal  with  the  Ohio  and  Michigan  state  commis- 
sions? That,  it  is  suspected,  will  become  a  live  question  shortly. 
Apparently  Ohio  and  Michigan  retained  jurisdiction  over  intra- 
state  rates  when,  in  the  summer  of  1920,  they  allowed  the  rail- 
roads to  impose  on  state  business  the  same  rates  that  the  Com- 
mission establshed  on  interstate  traffic.  Therefore,  according 
to  the  testimony  of  W.  C.  Maxwell,  given  December  17,  those 
states  have  been  in  a  position  to  reduce  rates  on  road  and 
construction  materials.  The  query  has  been  raised  as  to  whether 
Ohio  and  Michigan  cannot  "play  horse"  with  the  federal  body 
until  Congress  amends  the  interstate  commerce  act  by  the  sim- 
ple expedient  of  raising  their  state  rates,  if  and  when  the  Com- 
mission inaugurates  a  thirteenth  section  proceeding  against  them, 
before  the  federal  tribunal  can  raise  them.  By  bringing  them 
up  to  the  interstate  level,  there  will  be  nothing  for  the  federal 
body  to  act  on  when,  after  hearing,  it  gets  ready  to  condemn 
what  the  state  commissions  did.  By  raising  the  rates  to  the 
interstate  level  the  case  before  the  federal  body  would  be  ren- 
dered moot,  because  there  would  be  nothing  for  an  order  to 
operate  on.  Then,  after  the  record  was  completed,  the  state 
commissions  could  hold  hearings  and  put  In  new  sets  of  rates. 
The  Interstate  Commerce  Commission  would  not  have  any  record 
based  on  the  new  rates.  It  could  institute  a  new  case  and  then 
the  operation  could  be  repeated.  The  Commission  has  no  powei 
to  enjoin  a  state  commission,  nor  power  to  punish  state  official? 
for  contempt,  if  any  contempt  had  been  committed.  Inasmuch 
as  it  would  have  to  proceed  In  such  cases  in  accordance  witr 
the  law  requiring  a  full  hearing,  the  state  authorities  could  lead 
the  federal  government  a  tortuous  journey  before  it  overtook 
them.  Ultimately,  however,  the  federal  government  would  win 
because  it  has  never  had  a  serious  setback  in  its  contest  with 
the  states  in  the  administration  of  the  commerce  clause  of  the 
Constitution. 


Hoover's  Manufacturing  Statistics. — One  of  the  immediate 
effects  of  the  decision  will  be  the  collapse  of  Secretary  Hoover's 
plans  to  get  out  manufacturing  statstics  in  time  to  be  of  value 
to  any  other  than  a  historian.  Last  August  he  took  up  with 
nade  associations  the  desirability  of  their  helping  the  census 
bureau  get  out  statistics  of  production  within  three  months  of 
the  time  when  the  production  took  place,  instead  of  a  year  or 
eighteen  months  thereafter.  The  associations  declined  to  go  into 


Decadence  of  Fighting  Ships. — The  speed  with  which  a  fight- 
ing ship  descends  from  first  class  to  junk  will  be  shown  when 
bids  are  opened  by  the  Navy  Department  for  the  sale,  as  junk, 
of  the  battleships,  Maine,  Missouri  and  Wisconsin,  and  the  old 
monitors,  Miantonomah,  Puritan  and  Ozark.  The  battleships, 
which  cost,  exclusive  of  armor  and  armament,  about  $4.000,000 
each,  are  appraised  as  junk  at  $120,000,  while  the  Miantonomah 
is  valued  at  $10,000,  the  Ozark  at  $40,000.  and  the  Puritan  at 
only  $4,000.  The  Wisconsin  is  the  oldest  of  the  battleships, 
launched  in  1898.  The  others  were  launched  in  1901,  but  not 
completed  until  three  years  later.  The  Miantonomah  is  a  Methu- 
salah  among  warships,  having  been  built  in  1876  and  rebuilt 
about  1890,  so  that  she  was  some  fighting  ship  in  1898,  for  the 
second  line.  She  was  sent  across  the  Pacific  in  that  year  to 
enable  the  Americans  to  make  sure  of  holding  the  Philippines. 
The  Maine — a  much  larger  and  finer  ship — was  built  to  take 
the  place  of  the  one  blown  up  in  Havana  harbor.  "The  new 
Maine,"  she  was  called  among  those  who  wanted  to  distinguish 
her  from  the  second  battleship  the  American  navy  ever  had. 
the  Texas  being  the  flrst.  As  fighting  ships  they  are  worth  a 
little  more  than  Nelson's  old  flagship,  the  Victory.  Yet  these 
ships  are  youngsters  in  comparison  with  the  first  metal  ship 
the  American  navy  ever  had  and  which  is  still  in  service — the 
cruiser.  Wolverine,  the  only  representative  of  the  American  navy 
on  the  Great  Lakes.  That  ship  was  built  in  1844  at  Erie,  and 
has  been  in  service  ever  since.  Prior  to  the  necessity  of  depriv- 
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ing  all  ships  of  ratings  less  than  battleships  or  battle  cruisers 
of  the  names  of  states,  she  was  the  Michigan.  She  lost  her 
name,  however,  when  the  navy  acquired  so  many  battle  and 
other  capital  ships  that  there  were  not  enough  state  names  left 
to  go  around.  In  the  older  days,  the  Ozark  was  known  as 
the  Arkansas,  but  the  old  tub  had  to  give  up  the  name  of  that 
state  to  provide  one  for  a  battleship  or  battle  cruiser.  The 
Wolverine  is  the  only  American  warship  on  the  Great  Lakes 
because,  after  the  war  of  1812,  Great  Britain  and  the  United 
States  entered  into  a  limitation  of  armament  treaty  in  which 
each  bound  itself  to  maintain  only  one  fighting  ship  on  the 
waters  in  which  the  British  navy  suffered  its  only  defeat,  in 
which  a  whole  fleet  had  to  haul  down  its  flag  to  an  enemy. 


Unemployment  Conference. — Secretary  Hoover,  chairman  of 
the  President's  conference  on  unemployment,  has  made  a  report 
which  Indicates  that  he  is  well  pleased  with  the  result,  not 
because  he  knows  how  many  of  the  3,500,000  supposed  to  have 
been  out  of  employment  have  been  placed  in  jobs,  but  because 
the  country  is  giving  concentrated  thought  to  the  subject.  That, 
in  his  opinion,  is  the  best  possible  sign  that  something  will  be 
devised  to  control  the  business  cycle  which  now  shows  periods 
of  extreme  activity  and  then  of  extreme  lassitude.  Committees 
have  been  organized  in  209  of  the  327  cities  having  a  population 
of  20,000  or  more.  While  Mr.  Hoover  has  no  definite  figures, 
he  is  inclined  to  infer  from  reports  that  have  been  made  to 
him  that  from  1,500,000  to  2,000,000  persons  now  have  jobs  who 
did  not  have  them  when  this  national  searching  for  ways  to 
put  them  to  work  was  begun.  This  estimate  is  based  on  reports 
of  the  number  of  men  who  will  be  needed  to  carry  on  the  work 
undertaken  by  states,  counties  and  municipalities  as  a  direct 
result  of  the  awakening  that  followed  the  call  for  the  conference. 


Volume  of  Foreign  Trade. — Another  report  from  Secretary 
Hoover's  department  that  has  tended  to  create  a  feeling  of 
optimism  is  that  a  quantitative  analysis  of  the  country's  foreign 
trade,  which  fell  off  in  value  $3,100,000,000  in  the  fiscal  year 
.  ended  June  30,  shows  that,  in  tons,  the  trade  was  as  great  as 
or  greater  than  in  the  preceding  year.  Fifteen  of  the  twenty 
heaviest  export  commodities  showed  increased  tonnage,  the  in- 
creases ranging  from  43  to  5,210  per  cent  in  comparison  with 
the  pre-war  tonnage  averaged  from  1910  to  1913,  although  sev- 
eral of  them  showed  decreases  compared  with  the  corresponding 
period  in  1920.  The  enormous  gain  in  percentage  was  in  rye, 
for  which  there  is  a  lessened  demand  in  this  country,  because, 
according  to  the  reports  of  prohibition  enforcement  officers, 
Europe  is  now  making  the  beverage  for  which  rye  is  a  neces- 
sary ingredient.  Corn,  in  1921,  showed  a  big  decline,  but  all 
the  petroleum  products  held  up,  in  value,  although  not  in  quan- 
tity, above  the  1920  figures.  The  quantitative  analysis,  the  re- 
port suggests,  shows  that  we  have  not  lost  the  markets  gained 
during  the  war,  although  the  prices,  as  a  rule,  were  not  so  high. 

A.  E.  H. 


COMMISSIONERS  REAPPOINTED 

The  Traffic   World   Washington  Bureau 

The  Senate  committee  on  interstate  commerce  voted  Decem- 
ber 20  to  recommend  to  the  Senate  confirmation  of  the  nomina- 
tions of  Commissioners  Aitchison  and  Hall,  which  were  sent  to 
the  Senate  December  19  by  President  Harding. 

It  is  understood  no  opposition  to  Commissioner  Aitchison's 
reappointment  developed  in  the  committee  but  that  Senator  La- 
Pollette  and  some  of  the  southern  senators  expressed  opposition 
to  reappointment  of  Commissioner  Hall. 

The  opposition  of  the  southern  senators  to  Hall,  it  was  said, 
was  based  on  their  desire  to  have  a  southern  Democrat  appointed 
on  the  Commission  in  Hall's  place. 

The  Senate  adjourned  December  22  until  January  3  without 
acting  on  the  nomination  of  either  Mr.  Aitchison  or  Mr.  Hall. 
It  had  been  expected  that  action  on  Mr.  Hall  would  be  delayed, 
but  that  Mr.  Aitchison  would  be  confirmed.  They  will,  there- 
fore, cease  to  be  commissioners  January  1,  but  the  confirmation 
of  both  is  expected  when  the  Senate  reconvenes. 


the  committee  will  act  hastily  on  either  of  the  questions  before 
it. 

The  railroads,  the  security  owners,  the  Railway  Business 
Association,  the  Chamber  of  Commerce  of  the  United  States,  and 
Walker  D.  Hines,  former  Director-General  of  Railroads,  appealed 
to  the  committee  not  to  change  the  transportation  act  and  these 
appeals  made  an  impression  on  the  members  of  the  committee 
who  heard  them.  The  impression  prevails  among  those  who 
have  followed  the  railroad  legislative  situation  that  the  commit- 
tee will  go  slow  with  regard  to  making  important  changes  in 
the  act. 


THE    CUMMINS    INVESTIGATION 

The  Traffic  World   Washington  Bureau 

Representatives  of  the  railroad  brotherhoods  in  Washington 
regard  as  doubtful  this  week  whether  any  other  witnesses  for 
the  brotherhoods  would  appear  before  the  Senate  interstate 
commerce  committee  in  the  Cummins  inquiry  into  the  railroad 
situation  which  was  begun  last  May.  Frank  R.  Warne,  con- 
sulting economist  for  the  train  operatives,  in  his  recent  ten-day 
session  with  the  committee,  submitted  a  voluminous  statement 
covering  all  phases  of  the  railroad  situation  from  the  railroad 
brotherhood  point  of  view.  It  is  understood  that  copies  of  that 
statement  will  be  mailed  throughout  the  country  by  the  brother- 
hoods. It  had  been  the  intention  of  the  brotherhood  leaders 
to  appear  before  the  committee,  but  they  have  made  no  definite 
plans  along  that  line,  it  was  said. 

Former  Director-General  McAdoo  probably  will  appear  as 
a  witness  before  the  investigation  is  declared  closed.  Senator 
Cummins  is  in  Iowa  for  the  holidays  and  will  return  to  Wash- 
ington early  in  January. 

Just  what  value  a  report  by  the  committee  on  its  investi- 
gation would  have  is  regarded  as  problematical,  as  the  facts 
with  regard  to  the  railroad  situation  generally  have  changed 
since  the  railroads  presented  their  case  last  summer.  When 
the  railroads  were  presenting  their  case  to  the  committee  Sen- 
ator Cummins  made  the  declaration  that  it  was  obvious  that 
rates  could  not  be  reduced  in  the  face  of  the  showing  then 
made.  Recently  he  took  the  position  that  rates  must  come 
down.  That  is  indicative  of  the  change  that  has  taken  place 
since  the  inquiry  was  begun.  The  inquiry  afforded  the  rail- 
roads the  means  of  telling  the  country  why  they  thought  rate 
reductions  could  not  be  made  at  a  time  when  the  demand  for 
reductions  was  growing.  It  afforded  the  railway  brotherhoods 
the  opportunity  to  criticize  the  railroad  managements. 


SENATE    COMMITTEE    HEARINGS 


APPOINTMENTS  TO  COMMISSION. 

The  Traffic  Club  of  Pittsburgh,  whose  membership  repre- 
.sents  industrial  and  transportation  interests  of  Pittsburgh  and 
contiguous  territory,  has  adopted  the  following  resolution: 

Whereas,  the  Interstate  Commerce  Commission  exerts  a  potent 
influence  on  the  prosperity  of  the  country  and  our  railroads,  be  it 
therefore 

Resolved,  by  the  Traffic  Club  of  Pittsburgh,  that  the  President  of 
the  United  States,  in  making  future  appointments  of  members  to  the 
Interstate  Commerce  Commission,  be  urged  to  give  favorable  consid- 
eration to  men  who,  due  to  previous  knowledge,  training  and  experi- 
ence, are  especially  fitted  for  such  service  and  that  appointments  be 
not  made  wholly  m  the  interest  of  particular  individuals  or  localities. 

MILEAGE  BOOK  BILL 

The  Traffic   World  Washington  Bureau 

On  motion,  Senator  Robinson  of  Arkansas,  the  Senate,  De- 
cember  22,  without  debate,  agreed   to   discharge  the  interstate 
commerce    committee    from    consideration    of    Senate    Bill    848, 
providing  for  the  issuance  of  mileage  books  at  two  and  a  half 
cents  a  mile,  and  to  take  up  the  bill  January  11.     Senator  Rob- 
ison  said  a  number  of  senators  and  representatives  had  intro- 
duced such  measures  and  that  the  Senate  committee  had  con- 
iidered  the  bill,  but  had  taken  no  action  on  it.    He  said  passage 
the   bill   would   be  of  great  immediate  benefit  to   both  the 
railroads  and  the  country.     The  high  cost  of  railroad  travel  and 
igh    freight    and    express    rates,    he    said,    were   throttling   the 
isiness  life  and  the  commercial  development  of  the   country 


Action  by  the  Senate  interstate  commerce  committee  on  the 
Capper  and  Nicholson  bills,  on  which  hearings  have  been  prac- 
tically completed,  is  not  expected  early  in  the  new  year.  Representa- 
tives of  the  Commission  will  appear  before  the  committee  early 
in  January  and  then  the  hearings  will  be  declared  closed.  It 
is  believed  that  action  by  the  committee  with  respect  to  intra- 
state  rates  will  be  deferred  until  the  Supreme  Court  decides  the 
Wisconsin  rate  case.  That  decision,  or  a  decision  in  one  of  the 
other  intrastate  cases  that  have  been  argued,  is  expected  to  be 
handed  down  within  the  next  few  months. 

There  also  appears  to  be  doubt  as  to  whether  the  commit- 
tee will  act  soon  on  the  question  of  repealing  or  modifying  sec- 
tion 15-a.  The  agricultural  bloc  may  be  able  to  bring  such 
pressure  to  bear  as  will  bring  about  action  by  the  committee  one 
way  or  the  other  on  that  question.  But  it  is  not  believed  that 


The  Traffic   World   Washington  Bureau  ASK     ELIMINATION      OF     SECTION      15A 


The  amendment  of  the  Interstate  commerce  act  so  as  to 
eliminate  section  15-a.  and  so  as  to  provide  for  state  jurisdiction 
over  intrastate  rates,  is  asked  by  the  Commerce  Association  of 
Aberdeen,  S.  D.,  in  resolutions  adopted.  The  following  is  a 
degest  of  the  resolutions: 

That  section  16A  of  the  act  be  eliminated. 

nin»«  .  I  S,etact  be  so  amended  as  to  preserve  to  the  state  com- 
of  crarmon  car°r?ersVer  intrastate  rates-  fareS'  charges  and  facilities 
repaTaTion1  be^K^ed^  the  Interstate  Commerce  Commission  over 
H«eS1ary  'eolation  be  enacted  requiring  the  RailroaxJ 
Ih  *?*  straleht  overcharge  claims  on  Ihipments  mov- 
P  °f  federal  control,  presented  prior  to  January- 


Ine 

1.  1923 


fa  ~T,!1,.a~>,p0wer/>f  the  Commission  to  postpone  and  suspend  any  rate. 

*  mon^h,  gwh°r  a  period  ofv.120  days'  with  an  additional  period  of 
c  months,   when  necessary,   be  restored 


December  24,  1921 
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Decisions  of  Interstate  Commerce  Commission 


KANSAS  RATES  AND  CHARGES 

In  a  report  on  further  hearing  In  No.  11916,  Kansas  Rates, 
Fares  and  Charges,  written  by  Chairman  McChord,  promulgated 
in  mimeographed  form  without  opinion  or  page  numbers,  the 
Commission  interpreted  the  order  issued  by  it  when  it  displaced 
rates  made  by  the  Kansas  commission  because  they  discrimi- 
nated against  interstate  commerce. 

The  carriers  and  the  Kansas  commission,  Informally  asked 
for  an  explanation  of  the  order  authorizing  the  application, 
within  Kansas,  of  the  rates  prescribed  by  it  In  Ex  Parte  No. 
74.  In  that  order  the  Commission  said: 

It  Is  further  ordered,  that  nothing  in  this  order  shall  be  construed 
as  requiring  or  authorizing  any  common  carrier  to  establish,  put  In 
fon-e,  or  maintain  any  rate,  fare,  or  charge  for  the  transportation  of 
passengers  or  property  in  intrastate  commerce  which  is  greater  than 
its  corresponding  rate,  fare,  or  charge  applicable  to  the  transporta- 
tion of  passengers  or  property  in  Interstate  commerce  from,  to,  or  at 
the  same  points  in  effect  on  the  date  hereof,  or  greater  than  its  cor- 
responding rate,  fare,  or  charge  contemporaneously  in  effect  and 
applicable  to  the  transportation  of  passengers  or  property  In  inter- 
state commerce. 

The  Kansas  court  of  industrial  relations  obtained  a  re- 
straining order  forbidding  the  carriers  to  put  into  effect  rates 
which  they  proposed  as  being  in  compliance  or  consonance  with 
the  permission.  The  court's  order  was  dissolved  August  10, 
whereupon  an  informal  petition  for  an  amendatory  order  or 
explanation  as  to  the  meaning  of  the  words  "corresponding  rate, 
fare  or  charge."  The  Kansas  commission  suggested  that  the 
yard  stick  for  state  rates  be  the  interstate  rate  for  comparable 
distance.  That  would  have  resulted,  the  Commission  said,  in 
the  use  of  the  lowest  possible  rate,  as  under  the  rule  laid  down 
in  the  Cashman  law  of  Minnesota.  The  Commission  said  that 
that  would  be  an  inadmissible  basis. 

The  Commission  held  that  the  thing  to  do,  in  the  making  of 
state  class  rates,  would  be  to  use  the  interstate  scale  prescribed 
,by  it,  and  in  the  making  of  commodity  rates,  to  use  the  basis 
used  in  making  interstate  rates  where  the  volume  of  traffic 
showed  the  rates  were  made  for  use  by  the  people  engaged  in 
shipping  the  given  commodity.  To  illustrate  that  point,  the 
Commission  took  the  linseed  meal  adjustment  from  the  Missouri 
River  points  and  said  that  that  should  be  used  in  making  rates 
within  the  state  where  conditions  were  comparable. 

Kansas  objected  because  there  were  no  joint  class  rates 
within  the  state  under  the  Commission's  order,  but  the  Commis- 
sion retorted  that  that  was  a  condition  which  had  existed  long 
before  the  Commission  had  authority  to  remove  discriminations 
against  interstate  commerce  and  indicated  that,  in  its  estima- 
tion, that  was  not  a  good  point  for  the  Kansas  authorities  to 
make.  The  federal  body  said  the  question  of  joint  rates  was 
not  in  issue,  and  even  if  it  were,  the  record  would  not  afford  a 
basis  for  decision  as  to  them. 

The  Commission  specifically  made  findings  on  cement,  say- 
ing that  whatever  scale  was  found  suitable  for  scale  III  terri- 
tory should  be  used  in  making  rates  for  that  part  of  scale  III  ter- 
ritory within  Kansas;  as  to  gypsum  rock,  the  holding  there  being 
the  rates  from  Oklahoma  points  into  Kansas;  coal  and  linseed  oil 
meal.  The  carriers  and  the  Kansas  Commission  came  to  an 
agreement  as  to  broomcorn,  horses  and  mules,  and  vinegar. 

No  order  was  issued  in  the  case  other  than  one  eliminating 
from  the  order  of  the  Commission  displacing  Kansas  commission- 
made  rates  of  the  words  "or  authorizing"  in  the  part  of  the 
order  hereinbefore  set  forth. 


differential   adjustment   wa».  or  Is  not   In  effect,   to  the  extent   that 
they  exceeded  or  may  exceed   rates  composed  of  the  sixth-class  rate 

lunVhor   from"Klr?  i?    F""1,    ?'    t°ul"    n"d    the    commodity    rate/ on 
the   ,'  to.  /r     \~      Ij0,"1"  to  the  T«Pectlve  dellt|nat,orig.  and  thnt 

the   rate*  assailed   have   been    since   June   24.    1918    are    and    for   the 
or   mnvWl"    bVKlllly   PreJ"dloittl   to   the   pxicnt   "'at    th?y   exceeded 
ryetera8n 


RATES  ON  BULL-WHEEL  ARMS,  ETC. 

A  condemnation  of  unreasonableness  and  an  award  of  repara- 
tion, as  to  rates  on  wooden  bull-wheel  arms,  cants  and  pins,  from 
Parkersburg,  W.  Va.,  to  destinations  in  Kansas,  Oklahoma,  Texas, 
and  Louisiana,  has  been  made  in  a  report  on  No.  11642,  Parkers- 
burg  Rig  and  Reel  Co.  vs.  A.  T.  &  S.  F.  et  al.,  opinion  No.  7277,  64 
I.  C.  C.  568-74.  They  were  held  unreasonable  to  the  extent  that  they 
exceeded  contemporaneous  lumber  rates,  no  matter  how  the  lum- 
ber rates  from  Parkersburg  might  be  made.  The  finding  relates 
to  all  shipments  made  since  June  24,  1918,  the  day  before  Gen- 
eral Order  No.  28  became  operative.  The  finding,  rather  com- 
plex, is  as  follows: 

We  find  that  the  rates  on  wooden  bull-wheel  arms,  cants,  and 
pins,  in  carloads,  from  Parkersburg  to  the  destinations  named  In 
the  complaint,  viz.,  Atlanta.  Augusta,  Burns,  and  Eldorado,  Knns.. 
Caddo,  Homer,  Lewis,  Mansfield,  and  Shreveport,  La.,  Billings.  Blnck- 
well.  Dmmright,  Garber.  Hominy,  Okmulgee,  Pawhuska,  Quay,  Tulsa. 
Walters,  and  Wilson,  Okla..  Texas  common  points  as  described  in 
agent  Leland's  tariff  I.  C.  C.  No.  1212,  and  Houston,  Galveston,  and 
Beaumont,  Tex.,  points,  as  described  In  agent  Ldland'l  tariff  I.  C.  C. 
No.  1215,  have  been  since  June  24.  1918.  are,  and  for  the  future  will 
be  unreasonable,  in  Instances  where  lumber  rotes  from  ParkefVDurg 
were  or  are  constructed  by  a  differential  over  the  lumber  rates  from 
St.  Louis  to  the  respective  destinations,  to  the  extent  that  they  ex- 
ceeded or  may  exceed  the  lumber  rates  so  made;  and  where  this 


RATES  ON   LOGS 

The  Commission  has  awarded  reparation  in  No.  11849  Wil- 
low River  Lumber  Co.  vs.  Director-General,  as  agent,  and  C 
St.  P.  M.  &  O.,  opinion  No.  7278,  64  I.  C.  C.  575-6,  on  a  finding 
that  rates  on  logs  during  federal  control  from  Beebe  Haw- 
thorne and  Gordon,  Wls.,  to  Hayward,  Wls.,  were  unreasonable 
to  the  extent  that  they  exceeded  3.5  cents  per  100  pounds,  mini- 
mum 60,000  pounds.  Charges  were  assessed  on  six  carloads 
from  Beebe  and  four  from  Hawthorne  at  the  applicable  lumber 
rate  of  7.5  cents  and  on  23  carloads  from  Gordon  at  the  ap- 
plicable rate  of  9  cents.  The  Commission  said  rates  for  the 
transportation  of  logs  for  manufacture  and  reshipment  over  the 
rails  of  the  carrier  having  the  inbound  haul  were  often  lower 
than  the  lumber  rates  between  the  same  points. 

RATES   ON    NEWSPRINT   PAPER 

The  Commission  has  dismissed  the  complaint  in  No.  12010, 
Tribune,  Inc.,  et  al.  vs.  Butte,  Anaconda  &  Pacific,  Director- 
General,  as  agent,  et  al.,  opinion  No.  7274,  64  I.  C.  C.  557-62,  find- 
ing that  rates  on  newsprint  paper  from  points  In  Oregon  and 
Washington  to  destinations  in  Montana  are  not  unreasoable  or 
unduly  prejudicial.  The  Commission  also  held  that  the  mainte- 
nance of  rates  on  newsprint  paper  from  points  in  the  Portland. 
Ore.,  group  to  Denver,  Colo.,  lower  than  to  Billings,  Mont.,  and 
other  intermediate  points  in  contravention  of  the  long-and-short- 
haul  rule  of  section  4  had  not  been  justified  and  denied  fourth 
section  relief,  effective  April  1,  1922.  The  report  embraced 
Fourth  Section  Application  No.  349. 

D.  T.  &  I.  COAL  REDUCTIONS 

Disruption  of  the  coal  rate  adjustment  in  the  great  central 
soft  coal  field  of  the  country  by  Henry  Ford's  railroad,  the 
Detroit,  Toledo  &  Ironton,  has  been  forbidden  by  the  Commis- 
sion. In  a  report,  written  by  Commissioner  Esch,  one  of  the 
chief  framers  of  the  interstate  commerce  law,  the  Commission 
said:  "The  interstate  commerce  act  is  designed  not  only  to 
cure  violations  thereof,  but  to  prevent  them  •  *  ».  Undue 
prejudice  and  preference  may  be  brought  about  as  readily  by 
reducing  one  of  two  related  rates  as  by  increasing  the  other 
rates." 

In  the  opinion  of  the  Commission,  Ford's  railroad  was  pro- 
posing to  reduce  one  of  two  related  rates,  without  regard  to  the 
effect  upon  the  other  railroads  and  the  other  shippers,  and 
without  regard  to  the  general  public  interest.  Therefore  it 
has  ordered  the  Detroit,  Toledo  &  Ironton  to  cancel,  by  January 
30,  schedules  filed  to  become  operative  September  3,  but  sus- 
pended until  January  1  and  later  to  January  31. 

Suspension  was  brought  about  by  the  protest  of  the  North- 
ern West  Virginia  Coal  Operators'  Association  and  others.  They 
alleged  that  if  the  reduced  rates  were  allowed  to  become  op- 
erative, they  would  be  placed  at  a  disadvantage  in  competing 
with  operators  who  might  be  able  to  ship  from  points  on  the 
Detroit,  Toledo  &  Ironton,  in  the  Jackson  and  Ironton  fields. 

The  Ford  road  filed  the  schedules  without  consulting  the 
railroads  which  it  had  joined  in  making  joint  rates  from  fields 
other  than  the  Jackson  and  Ironton.  Commissioner  Esch,  in 
his  report,  said  that  only  two  of  the  47  coal-shipping  stations 
in  the  Jackson  field  were  on  the  Ford  railroad.  Not  all  the 
shipping  points  in  the  Ironton  field  are  on  it 

In  effect,  therefore,  the  Ford  proposal  was  that  as  to  coal 
originating  on  the  Ford  road,  rates  lower  than  those  prescribed 
by  the  Commission  would  apply,  but  that  as  to  coal  originating 
on  roads  other  than  the  Detroit,  Toledo  &  Ironton.  but  sent 
over  its  rails  by  its  connections,  It  would  charge  the  higher 
rates  established  by  the  Commission.  As  before  set  forth,  It 
made  no  effort  to  have  the  other  railroads,  partners  with  It  In 
the  establishment  of  joint  rates,  agree  to  a  lowering  of  the 
joint  rates  to  which  it  was  and  still  is  a  party.  The  history  of 
the  case,  as  outlined  here,  was  recited  by  Commissioner  Esch. 
who  then  continued  as  follows: 

For  many  years  differences  In  the  rates  between  the  Ohio  and 
the  Inner  crescent  groups  have  depended  upon  differentials  which,  us 
a  result  of  a  controversy  between  the  shippers  from  these  competi- 
tive districts,  were  tlxed  by  us  after  an  exhaustive  Investigation  In 
Bituminous  Coal  to  C.  F.  A.  Territory.  46  I.  C.  C..  66.  This  rate 
adjustment  Is  again  before  us  In  No.  12698.  Southern  Ohio  Coal  Ex- 
change vs.  Chesapeake  &  Ohio  Railway  Company  et  al.;  and  as  the 
result  of  a  petition  filed  by  certain  carriers,  including  the  Detroit, 


1308 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  26 


Toledo  &  Ironton,  we  have  instituted  an  investigation,  No.  12S51,  In 
the  Matter  of  Intrastate  Rates  on  Bituminous  Coal  within  the  Sts 
of  Ohio,  with  respect  to  the  propriety  of  increasing  the  intrastate 
rates  on  bituminous  coal  within  the  state  of  Ohio  to  the  basis  of  the 
interstate  rates.  These  cases  were  consolidated  for  hearing  Witt 
the  instant  case,  with  which  they  are  closely  related,  but  because 
of  the  fact  that  the  act  requires  us  to  give  preference  to  suspension 
proceedings  over  all  other  questions  pending  before  us  and  to  decide 
such  proceedings  as  speedily  as  possible,  we  will  proceed  to  a  dis- 
position of  this  case  in  advance  of  the  others,  which  require  more 
extended  consideration,  but  without  prejudice  to  any  action  that  we 
may  hereafter  take  in  the  cases  now  pending. 

The  reduction  contemplated  by  the  suspended  schedules  is  merely 
a  part  of  a  general  reduction  in  the  interstate  and  intrastate  rates 
of  respondent  on  all  commodities.  All  other  reductions  in  its  inter- 
state rates  have  been  allowed  to  become  effective.  For  the  first 
seven  months  of  1921  the  coal  tonnage  produced  by  the  mines  on 
respondent's  lines  was  30,000  tons,  or  about  3.5  per  cent  of  the  total 
tonnage  handled  by  it  during  that  period.  The  total  coal  tonnage 
originating  with  respondent  is  small  compared  with  the  total  coal 
tonnage  produced  in  the  Ohio  and  the  crescent  districts.  In  pro- 
posing the  reduction  on  coal  respondent  was  aware  of  the  fact  that 
we  had  fixed  differentials  between  the  various  competitive  groups  of 
mines  of  which  the  mines  served  by  it  are  a  part.  It  admits  that 
the  proposed  reductions  were  predicated  entirely  upon  its  ability  to 
handle  traffic  at  a  profit  and  without  any  consideration  of  the  exist- 
ing rate  adjustment  or  financial  condition  of  the  other  carriers. 
Respondent  participates  in  joint  rates  from  other  competitors  dis- 
tricts, and  concedes  that  unless  the  other  coal-carrying  roads  serv- 
ing other  Ohio  mines  and  the  inner  crescent  should  make  correspond- 
ing reductions  in  their  coal  rates,  there  would  be  no  substantial 
justification  from  the  standpoint  of  a  proper  rate  relationship  for  the 
reduction  proposed  by  it. 

The  financial  condition  of  respondent  at  this  time  might  warrant 
the  proposed  reduction,  provided  the  issue  could  be  determined 
solely  upon  that  basis.  But  as  we  have  frequently  said,  and  as 
shippers  themselves  have  frequently  urged,  a  proper  rate  relation- 
ship between  competitive  groups,  particularly  on  such  a  commodity 
as  coal,  is  in  many  respects  of  greater  importance  to  the  shipping 
public  than  the  measure  of  the  rate  itself.  The  suspended  shedules 
involve  only  respondent's  local  coal  rates  which  are  but  a  few  of  the 
many  coal  rates,  joint  and  local,  interwoven  in  the  rate  structure  from 
the  mines  already  described.  Thus  viewed  we  would  not  be  war- 
ranted in  permitting  the  establishment  of  rates  which  would  disrupt 
the  rate  relationship  fixed  by  us  and  which  has  existed  for  many 
years. 

The  proposed  rates,  if  allowed  to  take  effect,  would  substantially 
widen  the  differential  heretofore  fixed  by  us*  between  rates  from  the 
affected  Ohio  mines  and  the  inner  crescent.  The  rates  from  com- 
peting mines  within  the  Ironton  and  Jackson  groups  to  Toledo,  De- 
troit, and  other  points  of  destination  shown  in  the  suspended  sched- 
ules have  also  for  many  years  borne  a  fixed  relation.  As  already 
observed,  with  the  exception  of  mines  in  the  Ironton  group  which 
take  rates  10  cents  higher,  competing  mines  in  southern  Ohio  take 
the  -same  rates  to  Toledo,  Detroit,  and  other  points  of  destination 
shown  in  the  suspended  schedules. 

The  interstate  commerce  act  is  not  only  designed  to  cure  viola- 
tions thereof,  but  also  to  prevent  them,  and  in  Suspension  of  Rates 
on  Packing-house  Products,  21  I.  C.  C.,  68,  decided  June  2,  1911,  we 
asserted  the  power  to  suspend  proposed  reductions  in  rates  in  any 
case  where  such  suspension  would  operate  to  prevent  an  apparent 
discrimination.  Undue  prejudice  and  preference  may  be  brought 
about  as  readily  by  reducing  one  of  two  related  rates  as  by  increas- 
ing the  other  rate. 

We  are  of  the  opinion  and  find  that  the  proposed  reductions 
without  corresponding  reductions  in  rates  from  mines  within  the 
Jackson  and  Ironton  groups  served  by  respondent  and  other  carriers 
under  joint  rates  and  also  corresponding  reductions  from  mines  in 
other  Ohio  groups  and  mines  in  Pennsylvania,  West  Virginia,  Ken- 
tucky, and  Tennessee  served  by  respondent  and  other  carriers  under 
joint  rates,  would  result  in  undue  preference  of  mines  on  respond- 
ent's line  In  the  Jackson  and  Ironton  groups  and  in  undue  prejudice 
to  other  mines  in  those  groups,  to  mines  in  other  Ohio  groups  and 
to  mines  in  Pennsylvania,  West  Virginia,  Kentucky,  and  Tennessee, 
served  by  respondent  and  other  carriers  under  joint  rates. 

An  order  will  be  entered  requiring  the  cancellation  of  the  sched- 
ules under  suspension. 


RATES  ON  CRACKERS  AND  COOKIES 

Kxaminer  Bronson  Jewell,  in  a  report  on  No.  12297,  Iten  Bis- 
cuit Company  vs.  Missouri  Pacific  et  al.,  has  recommended  a  hold- 
ing that  the  rates  on  crackers  and  cookies,  in  carloads,  from 
Omaha  to  St.  Joseph,  Kansas  City  and  Topeka  were  and  are  un- 
reasonable, because,  among  other  things,  the  rate  to  St  Joseph 
for  132  miles  was  on  a  parity  with  the  rate  from  St.  Louis  for  a 
distance  of  414  miles.  Jewell  said  that  such  an  adjustment  was 
unwarranted.  But  he  said  reparation  should  be  denied,  because 
two  of  the  rates  assailed  were  the  result  of  a  general  readjust- 
ment of  rates,  while  the  rate  to  Topeka,  the  third  under  assault, 
necessarily  was  influenced  by  the  other  two. 

TRANSIT   ON   GRAIN 

A  finding  of  undue  prejudice  and  an  order  to  remove  it  have 
been  recommended  by  Examiner  P.  P.  Gault  in  a  report  on  No. 
12880,  Dean  Mill  Co.  vs.  Missouri  Pacific  et  al.  The  complainant 
alleged  that  the  failure  to  accord  transit  on  grain  and  grain 
products  originating  on  the  Mobile  &  Ohio  between  St.  Louis  and 
Cairo,  and  destined  to  Louisiana  points,  was  unreasonable  and 
unduly  prejudicial,  because  transit  was  accorded  on  such  traffic 
originating  between  St.  Louis  and  Cairo  on  the  Missouri  Pacific 
The  examiner  agreed  that  there  was  undue  prejudice  and  recom- 
mended its  removal. 


TENTATIVE  REPORT  CORRECTED 

Owing  to  a  typographical  error,  the  report  of  Examiner  Paul- 
son's recommendation  in  No.  12477,  Massachusetts  Oil  Refining 
Co.  vs.  Boston  &  Albany  (Traffic  World,  Dec.  10,  p.  1191),  was 
incomplete.  It  was  intended  to  say  that,  as  to  fuel  oil,  Paulson 
had  recommended  a  holding  that  the  rates  were  neither  un- 
reasonable nor  unduly  prejudicial,  and  that  reparation  on  account 
of  the  unreasonable  rates  on  refined  oil  .should  be  made  to  the 


basis  found  reasonable — namely,  the  mileage  scale  in  use  from 
Providence  and  other  points  from  which  the  complainant  met 
competition  in  the  marketing  of  its  refined  oils,  plus  an  allow- 
ance of  two  miles  for  the  haul  to  the  main  line  of  the  New 
Haven;  that  the  defendants  other  than  the  Pore  River  Railroad 
had  opposed  the  establishment  of  a  through  route  and  joint 
rate  arrangement  on  the  ground  that  no  public  demand  for  it 
had  been  shown,  because  the  complainant  was  the  only  one 
asking  for  it. 

RATES   ON    STONE 

An  award  of  reparation  has  been  recommended  by  Examiner 
H.  J.  Wagner  in  a  tentative  report  on  No.  12930,  Carney  Cement 
Co.  vs.  Director-General,  as  agent,  and  Chicago,  St.  Paul,  Min- 
neapolis &  Omaha,  on  a  finding  that  charges  on  stone,  during 
federal  control,  from  complainant's  quarry  near  Mankato,  Minn., 
to  complainant's  plant  at  Mankato,  were  unreasonable  to  the  ex- 
tent that  they  exceeded  $5  a  car.  The  shipments,  numbering  200, 
were  moved  under  a  charge  of  $13.80  per  car,  based  on  the  ap- 
plicable rate  of  $5  per  car,  plus  1  cent  per  100  pounds,  and  a 
weight  of  88,000  pounds,  or  10  per  cent  above  the  marked 
capacity  of  the  cars  used. 

STORAGE  ON  FRUITS  AND  VEGETABLES 

Examiner  Burton  Fuller  has  recommended  dismissal  of  the 
complaint  in  No.  12850,  J.  H.  Dashields  &  Co.  vs.  Director-Gen- 
eral, as  agent,  on  a  finding  that  storage  charges  on  fruits  and 
vegetables  at  Bolton  Station,  Baltimore,  Md.,  were  not  unrea- 
sonable or  otherwise  unlawful. 


C.  &  0.  RAILROAD  CONTROL 

The  Traffic   World   Washington  Bureau 

Acquisition  by  the  Chesapeake  &  Ohio  Railway  Company  of 
control  of  the  railroad  of  the  Chesapeake  &  Ohio  Railway  Com- 
pany of  Indiana,  by  lease,  has  been  approved  and -authorized  by 
the  Commission.  Authority  was  granted  the  Chesapeake  &  Ohio 
to  assume  obligation  and  liability,  as  lessee,  in  respect  of  $7,711,- 
000  of  first  mortgage  gold  bonds  of  the  Chesapeake  &  Ohio  of  In- 
diana, by  agreeing:  (1)  to  pay  the  principal  and  interest  of  said 
bonds  as  when  due;  (2)  to  perform  all  the  covenants  and  condi- 
tions of  the  mortgage  securing  them;  and  (3)  to  indemnify  and 
hold  the  lessor  harmless  from  forfeiture  or  liability  by  reason  of 
any  breach  of  such  covenants  and  conditions. 

The  railroad  of  the  Indiana  extends  from  Cincinnati  to  a  point, 
on  the  Indiana-Illinois  state  line  at  Hammond,  Ind.,  and  obtains 
entrance  into  Chicago  through  trackage  contracts  covering  lines 
from  Hammond.  The  Chesapeake  in  1910  caused  the  Indiana  to 
be  incorporated  and  at  that  time  acquired  $5,998,800  par  value  of 
the  capital  stock  of  the  Indiana,  being  all  of  its  issued  and  out- 
standing stock  excepting  12  shares  held  by  directors  and  other 
individuals,  and  also  acquired  all  the  outstanding  bonds  of  the 
Indiana  amounting  to  $7,711,000,  and  is  now  the  owner  of  all  the 
said  stock  and  bonds,  the  Commission  said. 

The  companies  represented  that  the  proposed  lease  would 
enable  the  Chesapeake  to  operate  the  line  of  the  Indiana  more 
efficiently  and  that  it  would  relieve  the  applicants  of  the  neces- 
sity of  formal  compliance  with  the  requirements  of  section  10  of 
the  Clayton  anti-trust  act  which  would  be  applicable  to  them  un- 
der the  present  status. 


TENN.  CENTRAL  REORGANIZATION 

The  Traffic   World   Washington  Bureau 

Caldwell  &  Co.,  an  investment  and  brokerage  corporation 
of  Nashville,  Tenn.,  has  filed  with  the  Commission,  on  behalf  of 
the  Tennessee  Midland  Railroad  Company,  a  corporation  about, 
to  be  formed  for  the  purpose  of  acquiring  the  Tennessee  Central 
Railroad,  a  petition  asking  authority  to  issue  bonds  and  com- 
mon stock  under  the  program  of  reorganization  of  the  Tennes- 
see Central  property,  which  is  now  in  the  hands  of  receivers. 
A  request  for  a  loan  of  $1,500,000  from  the  government  also  is 
embodied  in  the  application.  It  is  proposed  that  the  new  eorn- 
pany  shall  have  an  authorized  bonded  indebtedness  of  $6,000,000 
of  first  mortgage  6  per  cent  bonds  and  75,000  shares  of  st>ck 
of  the  par  value  of  $100  each.  It  is  proposed  to  issue  bonds 
in  the  sum  of  $2,150,000  to  the  holders  of  prior  lien  bonds  of 
the  Tennessee  Central  and  to  holders  of  receivers'  certificates. 
It  is  also  proposed  to  sell  or  to  pledge  to  the  government  bonds 
to  raise  $1,500,000  in  cash,  $500,000  of  which  will  l>e  used  to 
satisfy  receivers'  debts  not  evidenced  by  receivers'  certificates 
and  to  the  satisfaction  of  court  costs  and  other  debts;  to  issue 
an  additional  $650,000  of  bonds  to  meet  indebtedness,  and  the 
balance  of  the  authorized  bonds,  it  is  proposed,  shall  be  re- 
served for  issue  on  account  of  betterments  and  improvements, 
extensions  and  additions  to  road  and  equipment.  The  outstand- 
ing obligations  of  the  old  company,  are  given,  as  $4,014,000. 


PACIFIC   CAR    DEMURRAGE 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for  October, 
1921,  shows  11,484  cars  held  overtime — a  percentage  of  05.36— 
as  against  13,654,  or  a  percentage  of  06.30,  for  October,  1920. 
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THE  GENERAL  RATE  INQUIRY 

Tht  Traffic   World   Washington  Buretu 

A  schedule  making  It  sure  that  the  Commission's  general 
rate  inquiry  will  continue  to  the  last  of  February,  at  least,  and 
probably  into  March,  was  announced  by  the  Commission,  De- 
cember 21.  Definite  assignments  of  time  extending  from  Janu- 
ary 11  to  February  22  were  carried  in  It.  The  schedule  la 
shorter  than  the  tentative  schedule  made  up  by  Charles  E. 
Elmquist,  chairman  of  the  steering  committee  of  the  shippers. 

The  brevity,  however,  is  more  apparent  than  real.  No  time 
was  set  for  rebuttal  testimony  by  the  carriers  nor  was  any 
effort  made  to  set  a  day  for  argument.  The  announcement 
said,  however,  that  the  argument  would  be  made  before  the 
hearing  was  closed,  so  the  customary  briefing  of  the  testimony 
by  the  parties  to  the  controversy  will  not  take  place. 

The  time  for  resumption  of  the  hearings  was  put  off  two 
days,  from  January  9  to  January  11,  so  as  to  allow  the  division 
holding  them  to  participate  in  the  conferences  of  the  Commis- 
sion which  are  regularly  scheduled  for  the  first  two  Mondays 
and  Tuesdays  of  January.  Inasmuch  as  January  2  will  be  a 
holiday  in  all  government  offices,  there  will  be  no  conference 
on  January  2. 

Time  for  argument  was  not  set  because  it  was  intended 
to  have  the  item  of  "other  commodities"  remain  flexible,  so  as 
to  accommodate  any  late  comers  who  might  come  knocking  at 
the  door  at  the  eleventh  hour.  As  a  rule  labor  leaders  and 
those  professing  to  speak  for  the  "public  interest"  come  in  at 
a  late  hour  demanding  to  be  heard.  The  Commission  always 
listens  to  them,  although  In  all  its  experience  it  has  never  had 
any  real  illumination  from  any  of  them  on  the  subjects  under 
discussion. 

The  schedule,  and  explanatory  notes,  as  promulgated  by  the 
Commission,  are  as  follows: 

The  further  hearing  of  this  matter  will  be  had  at  Washington  on 
the  following  dates  and  In  the  following  order: 

Jan.  11-14 — Direct  testimony  of  carriers. 

Jan.  16-18 — Cross  examination   of  carriers'  witnesses. 

Jan.  19-20 — Coal  and  coke. 

Jan.  21-23 — Ore,  furnace  materials  and  iron  and  steel  articles. 

Jan.  24-25 — Sand  and  gravel,  brick,  lime,  cement,  gypsum  and 
asphalt. 

Jan.  26-27 — Lumber  and  forest  products. 

Jan.  28 — .Fertilizer  and  materials,   sulphuric   acid,   phosphate   rock. 

Jan.  30-Feb.  4 — Testimony  of  public  and  shippers  as  to  general 
aspects  of  case. 

Feb.  8 — Vegetable  oil  and   soap. 

Feb.  9 — Grain,  flour  and  agricultural  products. 

Feb.  10 — Live   stock  and   packing-house  products. 

Feb.  11 — Petroleum  and  petroleum   products. 

Feb.  15. — Canned  goods  and   wholesale  groceries. 

Feb.  16-17 — Fruits   and  vegetables. 

Feb.  18 — Milk,  cream  and  dairy  products. 

Feb.  20 — Beverages  and   beverage   containers,   waste   material. 

Feb.  21-22 — Other  commodities. 

Announcement  will  be  made  of  dates  for  carriers'  rebuttal  evi- 
dence and  for  oral  argument  during  but  before  the  hearing  Is  closed. 

While  there  will  be  no  disposition  to  limit  the  presentation  of 
relevant  testimony,  it  will,  be  necessary  to  adhere  as  nearly  as  prac- 
ticable to  the  schedule  herein  announced.  The  testimony  should  be 
confined  to  outstanding  facts.  Cross  examination  of  witnesses  should 
as  nearly  as  practicable  be  carried  on  in  each  instance  by  one  counsel. 
•  Attention  is  directed  to  the  fact  that  the  date  of  the  further  hear- 
ing has  been  postponed  from  January  9,  as  heretofore  announced,  to 
January  11. 

Shippers  and  others  who  propose  to  attend  the  hearing  for  the 
purpose  of  active  participation  therein  should  promptly  advise  the 
undersigned  of  the  time  desired  and  of  the  character  of  testimony 
to  be  dealt  with,  unless  that  has  already  been  done. 

The  Commission  has  not  the  power  to  fix  absolutely  the 
time  of  a  complainant,  in  formal  case,  beyond  which  he  may 
not  go  in  presenting  testimony.  It  is  believed,  however,  that 
it  has  the  power  to  say  how  much  time  shall  be  spent  in  .pre- 
senting facts  in  a  general  inquiry  such  as  it  is  conducting. 

Applications  for  time  filed  with  Charles  E.  Elmquist,  chair- 
man of  the  steering  committee  of  shippers,  when  added  to  the 
time  tentatively  allotted  for  the  completion  of  the  railroad  side 
of  the  case  and  for  the  cross  examination  of  witnesses  for  the 
railroads,  would  carry  the  hearing  to  February  27  before  argu- 
ments could  be  begun. 

When  shippers  who  have  an  idea  that  stability  in  rates 
is  the  thing  most  to  be  desired,  lerned  that  time  requested  to- 
talled enough  to  carry  the  hearings  to  the  end  of  February, 
they  gasped.  In  the  ordinary  course  of  briefing,  arguments, 
and  consideration  by  the  Commission,  the  use  of  so  much  time 
would  mean  running  the  case  practically  to  the  beginning  of 
summer.  While  it  is  not  a  certainty,  it  is  believed  that  the 
observations  of  John  S.  Burchmore  at  the  beginning  of  the 
session  of  December  17  were  inspired  by  the  fact  that  he  knew 
of  the  big  demands  for  time  made  by  certain  classes  of  ship- 
pers and  his  purpose  was  to  draw  the  attention  of  the  Com- 
mission to  the  probability  that  if  it  did  not  take  steps  to  pre- 
vent, it  would  have  a  case  rivalling  the  Tennyson  brook. 

Before  that  time  there  had  been  some  tension  among  ship- 
pers and  their  attorneys  (especially  the  attorneys)  because 
some  interests  were  demanding  much  time  and  what  to  others 
seemed  special  consideration.  That  feeling  was  not  improved 
by  the  intimations  that  had  come  of  a  coalition  of  the  railroads, 
the  farmers,  and  some  manufacturing  interests,  loosely  made 
at  the  conference  at  the  Racquet  Club  December  9.  Nothing 


at  the  conference  at  the  Racquet  Club  December  9,  told  of 
where.  After  the  fact  that  such  a  conference  had  been  held 
became  known,  the  Inclination  of  repreaentatlvps  of  many 
classes  of  shippers  was  to  have  the  time  shortened  for  testl- 
many  In  the  Inquiry  go  the  Commission  could  make  an  early 
decision  on  the  big  question,  which  Is  whether  It  ha*  the  power 
to  order  further  general  reductions. 

Mr.  Benton,  general  counsel  for  the  state  commission*.  In  a 
bulletin  to  members  concerning  the  Commission's  general  rate 
Inquiry,  said: 

Upon  suggestion  of  the  committee.  I  would  requeiit  that  each  com- 
mission which  Intends  to  take  part  In  the  hearing  advl»e  me  to  that 
effect,  and  Indicate,  as  nearly  as  may  be  practicable,  the  amount  of 
time,  if  any,  which  it  will  desire  for  the  presentation  of  evidence.  In 
order  also  that  the  president  may  be  advised  as  to  the  wishes  of  com- 
missions generally,  It  is  desired  that  each  commission  which  Is  of 
the  opinion  that  a  conference  should  be  held  of  Interested  commis- 
sions before,  the  resumption  of  the  hearing  In  January,  shall  Inform 
me  to  that  effect. 

I  have  entered  my  appearance  for  the  association,  and  also  for 
such  particular  state  commissions  as  have  so  requested.  If  any  state 
commission  desires  me  to  enter  particular  appearance  for  It.  I  would 
request  to  be  so  Instructed. 

'It  is  apparent  that  the  carriers  will  devote  themselves  principally 
to  the  making  of  a  record  Intended  to  secure  from  the  commission  a 
report  which  will  operate  to  discourage  the  Institution  of  further  ap- 
plications for  rate  reductions,  and  to  prevent  favorable  action  upon 
such  applications  If  made. 

It  Is  the  opinion  of  most  of  the  commissioners  In  attendance  here 
that  the  results  of  this  investigation  will  be  of  such  Importance  In 
their  application  In  future  rate  cases,  that  evidence  presented  should 
be  carefully  analyzed,  and  proper  action  taken  to  guard  against  the 
reaching  of  any  erroneous  conclusions. 

New   England  Showing 

A  special  presentation  of  facts  intended  to  show  that  the 
New  England  carriers  cannot  possibly  stand  for  a  reduction  in 
rates,  of  a  general  character,  was  made  by  Benjamin  Campbell, 
vice  president  in  charge  of  traffic  for  the  New  Haven,  at  the  De- 
cember 15  afternoon  session  of  the  general  rate  Inquiry.  He  was 
the  first  traffic  man  to  follow  Mr.  Shrlver,  who  presented  the  pic- 
ture of  the  condition  of  eastern  carriers  from  the  point  of  view 
of  the  accounting  officers. 

Time  allotted  to  the  eastern  district  traffic  men  was  given  to 
Mr.  Campbell  for  his  special  presentation.  Thomas  C.  Powell, 
vice  president  of  the  Erie,  made  the  presentation  for  the  railroads 
in  trunk  line  territory.  He  did  not  include  anything  pertaining 
to  New  England.  That  method  of  presenting  the  facts  with  re- 
gard to  the  railroads  in  the  eastern  district  emphasized,  to  those 
familiar  with  the  effort  of  the  New  England  roads  to  obtain  larger 
divisons,  the  separation  that  is  growing  up  between  the  carriers 
east  and  those  west  of  the  Hudson  River  and  the  fact  that  the 
New  England  railroads  are  insisting,  as  much  as  they  may,  on 
being  treated  separately.  Mr.  Campbell  excluded  the  Boston  & 
Albany,  controlled  by  the  New  York  Central,  from  his  figures. 

Based  on  the  return  to  the  carriers  since  Ex  Parte  No.  74, 
Mr.  Campbell  said,  it  was  impossible  to  give  affirmative  consid- 
eration to  the  question  of  the  Commission  as  to  whether,  if  the 
present  rates  were  found  to  be  unreasonable,  a  reduction  should 
be  made  on  all  rates  or  on  specified  commodities  or  descriptions 
of  traffic.  He  denied  that  the  present  rates  were  throttling  the 
movement  of  basic  commodities.  He  said  that  whenever  It  was 
shown  to  the  New  England  carriers  that  rates  were  stopping  the 
flow  of  traffic,  they  were  receiving  immediate  attention. 

Since  the  operative  date  of  Ex  Parte  No.  74  rates,  he  said, 
there  have  been  1,390  rate  revisions  In  New  England,  of  which 
1,297  have  been  reductions.  No  attempt  has  been  made,  he  said,  to 
calculate  the  effect  of  either  reductions  or  advances.  It  was  his 
idea  that  the  increases  had  not  resulted  in  increase  of  more  than 
J25.000  in  revenue.  The  reductions  cost  probably  several  hundred 
thousands  of  dollars.  His  idea  was  that  if  a  test  could  be  made 
it  would  be  found  that  a  great  many  rates  would  be  adjudged  un- 
reasonably low. 

"The  existing  rates  are  the  product  of  rates  existing  prior  to 
the  increases  of  recent  years,"  said  he.  "Prior  to  them,  the  rates 
were  undoubtedly  considered  reasonable,  and  they,  accordingly 
cannot  be  adjudged  otherwise  at  this  time,  in  view  of  conditions 
which  actuated  the  regulatory  bodies  to  grant  the  several  In- 
creases that  have  brought  them  to  their  present  level." 

As  to  what  might  or  should  be  done  with  rates  In  the  future, 
Mr.  Campbell  suggested  that  when  the  time  arrived  and  the  car- 
pers' financial  condition  permitted  a  revision  of  rates.  It  should 
be  made  only  after  an  improved  general  rate  structure  has  been 
established  in  eastern  territory. 

"The  structures  In  C.  F.  A.  and  New  England  territories  were 
revised  several  years  ago  as  far  as  it  was  practicable  to  do  so. 
but  on  account  of  the  Trunk  Line  situation,  they  fell  short  of 
completion,"  said  the  witness.  "Due  to  this  condition,  the  New 
England  roads  have  been  prevented  from  earning  several  million 
dollars  per  annum  otherwise  permitted  by  the  Commission's  au- 
thority, I.  C.  C.  9953.  These  facts,  coupled  with  the  inadequacy  of 
the  share  of  the  joint  rates  with  carriers  west  of  the  Hudson 
River,  constitute  a  heavy  financial  handicap  to  the  New  England 
roads. 

"When  the  freight  rate  structure  is  put  into  the  condition 
that  it  should  be,  there  will  be  an  improved  relationship  between 
the  classes  and  commodities,  as  well  as  trade  centers,  and  a  more 
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equitable  distribution  of  the  transportation  charge.  Thereafter, 
when  rate  reductions  may  seem  .justifiable,  having  consid- 
eration for  the  carriers'  financial  condition,  the  operation  will  be 
more  simple  and  trade  disturbances  less  involved.  Until  a 
stable  rate  structure  is  established,  the  prospect  is  good  that 
freight  rate  readjustments  and  reductions  in  revenues,  as  now 
made  by  the  carriers,  will  keep  full  pace  with  the  ordinary  de- 
creases in  operating  costs. 

"It  will  prove  of  great  economic  value,  if,  when  future  gen- 
eral reductions  in  freight  rates  are  made,  they  are  confined  as 
far  as  practicable  to  carload  shipments,  and  the  carload  mint- 
mums  increased,  except  in  instances  where  an  actual  hardship 
would  be  imposed. 

"It  is  of  greater  benefit  to  the  producer  or  manufacturer  to 
have  such  .reductions  as  are  made  apply  to  carload  shipments, 
which  carry  the  raw  material  and  fuel,  rather  than  upon  the  man- 
ufactured product. 

"The  promotion  of  business  in  carload  lots  serves  to  ex- 
pedite the  movement  of  freight,  as  contrasted  with  shipments  in 
less  than  carloads,  which,  because  of  the  scattering  volume,  must 
in  large  degree  pass  through  transfer  handling  points  and  are, 
accordingly,  unavoidably  longer  in  transit  than  carload  shipments. 

"Because  of  economy  in  the  use  of  equipment,  involving  a 
less  investment  in  rolling  stock  and  in  terminals  and  less  train 
service,  it  is  important  that  cars  be  loaded  as  nearly  to  their 
carrying  capacity  as  practicable,  and  minimums  should  not  be 
held  down,  as  they  in  large  degree  now  are,  because  commercial 
custom  necessitates  a  low  minimum  in  some  cases,  as  for  instance 
that  of  the  dealer  who  may  be  unable  to  finance,  or  has  not 
the  storage  room  for,  or  cannot  find  a  market  for  a  carload  of 
property  of  the  car  carrying  capacity.  Damage  and  pilferage  to 
property  transported  in  carload  units  is  greatly  less  than  is  true 
of  less  than  carloads. 

"The  less  the  cost  can  be  made  for  conducting  the  railroad 
business,  the  less  the  charge  for  the  service  will  need  to  be  to 
promote  and  maintain  the  efficiency  of  the  carriers  in  serving 
their  patrons. 

"When  the  carriers'  financial  condition  will  permit  the  con- 
sideration of  a  reduction  in  passenger  fares,  it  probably  will  be 
conceded  that  the  one  way  fare  should  have  first  attention,  but 
it  should  be  borne  in  mind  that  these  fares  carry  the  load  of  a 
substantial  volume  of  low  rated  traffic  in  the  form  of  trip,  com- 
mutation and  other  similar  forms  of  tickets  which  do  not  yield 
the  proportionate  share  of  the  transportation  cost  that  they  fairly 
should,  and  some  readjustment  of  price  of  this  type  of  ticket  will 
merit  consideration. 

"In  the  year  1920,  the  class  of  ticket  referred  to  required,  on 
the  New  Haven  Railroad,  33  per  cent  of  the  service  but  only 
yielded  14.7  per  cent  of  the  passenger  revenue. 

"The  average  passenger  fare  in  New  England,  at  the  present 
time,  is  2.776  cents  per  mile. 

"Any  class  of  business  that  fails  to  yield  its  proportionate 
share  to  the  required  total  revenue  of  the  carrier  becomes  a  bur- 
den upon  other  traffic  to  the  extent  that  it  so  fails.  The  express 
and  mail  traffic,  and  low  rated  passenger  traffic,  stand  in  that 
position." 

Gerritt  Fort,  vice  president  of  the  Boston  &  Maine,  supple- 
mented what  Mr.  Campbell  presented,  by  an  analysis  of  the  an- 
swers to  the  Commission's  questions  as  follows: 

"Since  this  hearing  has  been  called,  a  systematic  canvass 
has  been  made  of  representatives  of  the  principal  industries  of 
New  England,  for  the  purpose  of  ascertaining  their  views  upon 
the  inquiries  contained  in  paragraphs  one  and  twelve.  This  can- 
vass has  included  a  number  of  industrial  leaders,  traffic  managers 
or  representatives  of  many  important  manufacturing  concerns, 
representatives  of  industrial  and  commercial  organizations,  com- 
missioners of  agriculture  of  several  of  the  New  England  states 
and  several  leaders  of  arricultural  organizations.  The  result  of 
this  inquiry  justifies  the  statement  that  the  consensus  of  New 
England  opinion  is: 

"First,  That  the  present  rates  are  not  unreasonably  high,  in- 
asmuch as  they  fall  far  short  of  producing  the  return  contem- 
plated  by  the  Transportation  Act.  It  should  be  said  in  this  con- 
nection that  while  the  agricultural  interests  are  in  sympathy 
with  his  view  they  do  object  to  the  recent  reduction  in  inter-terri- 
torial rates  on  certain  specific  agricultural  commodities  and  to 
the  refusal  of  the  New  England  roads  to  apply  this  reduction  tc 
traffic  originatng  and  terminating  in  New  England. 

"Second,  That  it  is  of  vital  importance  to  New  England  in- 
dustry that  the  roads  which  serve  it  receive  sufficient  revenue  to 
enable  them  to  furnish  reasonably  adequate  and  efficient  service 
and  that  this  cannot  be  done  if  there  is  to  be  a  general  reduction 
in  rates  at  this  time.  A  number  of  those  interviewed  stress  the 
matter  of  service  as  being  of  much  greater  importance  than  that 
of  rates  and  in  several  instances  the  growth  of  motor  truck  com- 
petition is  attributed  to  the  fact  that  necessary  economies  on  the 
part  of  the  New  England  railroads  have  affected  their  local 
service  to  a  point  where  motor  trucks  are  used  in  preference,  not 
because  of  the  lower  rates  named  by  the  trucks,  but  by  reason 
of  more  prompt  movement  and  convenient  delivery. 

"Third,  That  the  depression  in  business  conditions  is  due 
largely  to  causes  which  have  no  connection  with  railroad  rates 


and  that  while  the  present  high  level  of  rates  may,  in  some  in- 
stances, operate  to  curtail  traffic,  railroad  rates  are  but  one  fac- 
tor and  a  relatively  unimportant  one  in  the  lack  of  a  market  for 
commodities  which  New  England  produces. 

"Fourth,  That  in  any  instances  where  it  can  be  shown  that 
the  present  rates  stifle  the  movement  of  traffic,  the  railroads 
should  give  prompt  and  special  consideration  to  the  question  of 
making  suitable  reductions. 

"Fifth,  Many  of  those  interviewed  place  great  importance  on 
maintaining  the  rate  relationships  between  New  England  and 
competing  territories  and  stipulated  that  if  their  views  were 
quoted  at  this  hearing  they  must  be  coupled  with  a  statement 
that  if  reductions  are  made  in  other  sections  of  the  country  com- 
petitive with  New  England,  the  same  reductions  must  be  applied 
to  New  England. 

"As  to  question  12,  making  inquiry  if  rates  are  found  to  be 
unreasonable,  (a)  should  a  general  reduction  in  all  rates  be  re- 
quired, or  (b)  should  readjustment  be  required  in  the  rates  on 
specified  commodities  or  descriptions  of  traffic? 

"While  there  is  some  difference  of  opinion  among  those  who 
have  been  consulted  a  majority  hold  the  view  that  any  readjust- 
ment in  rates  should  be  made  on  the  basic  commodities,  such 
as  coal  and  important  raw  materials,  rather  than  by  a  horizontal 
reduction  in  all  rates." 

Trunk  Line  Carriers 

In  behalf  of  the  trunk  line  carriers,  Mr.  Powell  said  that  the 
condition  of  the  country  was  not  due  to  the  freight  rate.  The 
freight  rate,  he  said,  was  only  one  of  the  factors.  The  great 
trouble  was'the  inability  of  those  needing  things  to  buy  them,  par- 
ticularly those  in  Europe.  They  still  needed  many  of  America's 
products  but  they  could  not  buy  them  because  of  the  lessened 
value  of  their  currency.  On  the  other  hand,  he  said,  the  world 
production  of  crops  had  increased  because  Europe  had  got  back 
to  producing.  Europe's  resumption  of  production,  he  said,  had 
lessened  the  demand  for  the  surplus  in  this  country  and  it  was 
the  surplus  that  fixed  the  price.  Mr.  Powell  also  showed  that  one 
of  the  reasons  for  the  lessened  demand  for  corn  was  that  a 
smaller  quantity  was  used  for  distilling  purposes. 

"The  world  production  of  wheat,"  he  said,  "has  been  greater 
than  ever  before.  Therefore,  relief  from  the  low  prices  for  corn 
and  wheat  cannot  come  from  the  foreign  demand,  and,  while  pro- 
duction in  this  country  has  been  increasing,  population  has  not  in- 
creased as  fast  as  was  expected." 

In  support  of  the  declaration  about  population,  Mr.  Powell 
submitted  a  mass  of  figures. 

As  to  fruits  and  vegetables  he  showed  that,  whereas  early  in 
the  year  dire  predictions  were  made  that  the  crops  could  not  be 
marketed,  recent  market  reports  showed  that  the  producers  made 
satisfactory  profits.  Official  reports  he  pointed  out,  showed  that 
California  fruits  had  been  selling  for  fancy  prices  recently,  in  the 
eastern  markets.  He  also  said  that  the  lessened  consumption  of 
meats  had  led  to  a  depresion  in  the  live  stock  industry. 

"Attempts  to  break  down  the  revenues  of  the  carriers,"  he 
said  "do  not  benefit  the  country  as  a  whole,  and  yet  the  govern- 
ment has  sent  large  sums  to  encourage  forms  of  transportation 
which  compete  with  the  railroads." 

No  reasonable  reduction  in  freight  rates,  he  said  would  en- 
courage the  export  of  coal  and  recent  rumors  of  expected  reduc- 
tions in  coal  rates  had  a  serious  effect  on  the  market.  It  had  been 
the  opinion  of  eastern  traffic  executives,  recently,  that  conditions 
were  improving,  but  the  widespread  expectation  that  rates  were 
going  to  be  reduced  had  tended  to  hold  off  a  great  deal  of  buy- 
ing. He  read  from  a  number  of  trade  papers  in  which  the 
market  reporters  said  rumors  and  expectations  of  reduced 
freigBt  rates  had  had  much  to  do  with  holding  back  orders. 

It  is  the  position  of  the  eastern  trunk  lines  that  the  present 
rates  do  not  yield  an  adequate  return  and  in  general  are  not  un- 
reasonably high,  Mr.  Powell  said.  He  added  that  it  was  their 
opinion  that  passenger  fares  were  reasonable.  While  the  increase 
in  fares  had,  doubtless,  caused  the  loss  of  some  short  haul  travel 
to  automobiles,  the  general  volume  of  travel  had  not  been  affected 
by  fares  so  much  as  by  the  effect  of  the  general  reduction  in  the 
amount  of  business  being  done.  They  did  not  contend,  however, 
Mr.  Powell  said,  that  rates  should  remain  inflexible  and  when- 
ever a  shipper  could  show  the  traffic  officials  that  a  rate  inter- 
fered with  business,  a  sincere  effort  would  be  made  to  correct  it. 
However,  he  said,  the  carriers  had  been  deterred  from  making 
some  reductions  experimentally  by  their  fear  that  other  shippers 
would  ask  similar  treatment,  although  there  might  be  no  relation 
between  the  rates  involved. 

Shippers'  Committee 

At  the  close  of  the  hearing  December  15  Commissioner  Hall 
announced  on  behalf  of  the  shippers  the  following  members  of 
the  shippers'  general  committee  appointed  by  Mr.  Elmquist: 

Charles  E.  Elmquist,  chairman.  Western  Pine  Manufacturers 
Association,  Northern  Pine  Manufacturers  Association;  W.  H. 
Chandler,  President,  J.  H.  Beek,  Secretary,  National  Industrial 
Traffic  League;  C.  E.  Cotterill,  Southern  Traffic  League;  Clifford 
norne,  American  Farm  Bureau  Federation:  S.  H.  Cowan,  South- 
west Livestock  Association;  R.  S.  Fulbright,  Southwestern  Traffic 
League,  Southern  Pine  Association;  John  Callahan,  National  Coal 
Association;  Frank  A.  Carnahan,  Southern  Hardwood  Traffic  Asso- 
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elation.  California  White  &  Sugar  Pine  Association;  California  Red- 
mod  Association;  F.  M.  Kenshawr  Ohio  State  Industrial  Ixsaguc; 
.  B.  Davis,  petroleum  Interests;  CJ.  N.  Iirowii.  paving,  brick,  etc.; 
W  C.  McCullough,  West  Coast  Lumbcrmnns'  AHHoclatlon;  Wlllnn- 
l.uUoe;  Francis  B.  James,  brick,  sand,  gravel,  etc.;  C.  8  Bather 
furniture  interests;  D.  W.  Thomas.  Virginia  Iron  and  coal  Industry! 
Charles  Slzemore,  American  Association  of  Nurserymen;  J.  Harry 
Covlngton,  National  Canners  Association:  r.  B.  1'rlee,  Illinois  Dalry- 
in. -n  Association;  George  H.  Cushlng,  American  Wholesale  Coal  Asso- 
n.Kion;  and  John  S.  Burchmore.  cement,  coal,  vegetable  oil,  soup 
and  packing  houses. 

Powell   Resumes 

An  estimate  that  eastern  railroads,  on  the  normal  volume  of 
business,  would  lose  $100,000,000  of  revenue  per  annum  by  rea- 
son of  reductions  made  by  them  since  August  26,  1920,  was 
given  to  the  Commission  at  the  morning  session  December  16  by 
T.  C.  Powell,  traffic  vice-president  of  the  Erie 

State  commissions,  particularly  in  Ohio  and  Michigan,  W.  C. 
.Maxwell,  traffic  vice-president  of  the  Wabash,  told  the  Commis- 
sion, have  reduced  rates  on  a  considerable  volume  of  traffic, 
and  such  reductions  are  having  a  marked  effect  on  the  revenues. 

"Unless  relief  is  obtained,  the  interstate  rates  will  be  broken 
down  and  this  will  result  in  a  further  large  loss  of  revenue  to 
the  carriers,"  Mr.  Maxwell  added. 

Formal  objection  to  the  introduction  of  testimony  concern- 
ing state  rates  was  made  by  John  S.  Burchmore,  but  Commis- 
sioner Hall,  presiding  over  the  division  conducting  the  hearings, 
overruled  that  objection.  Burchmore  based  his  objection  upon 
the  fact  that  the  order  of  the  Commission  instituting  the  general 
inquiry  specifically  excludes  state  rates.  Mr.  Hall  said  that, 
of  course,  the  inquiry  was  limited  to  rates  subject  to  the  jurisdic- 
tion of  the  Commission,  but  that  any  facts  tending  to  show  the 
facts  with  regard  to  the  rates  so  subject  was  desirable  and  there- 
fore admissible. 

The  estimate  of  a  loss  of  $100,000,000  of  revenue  was  made 
by  Mr.  Powell,  not  because  he  had  planned  to  give  an  opinion 
on  that  point,  but  because  Commissioners  asked  him  questions  on 
the  point  and  the  shippers  followed  the  lead  of  the  Commission- 
ers. Commissioner  Lewis  was  particularly  interested  in  obtain- 
ing estimates  of  the  effect  of  reductions  on  the  revenue. 

When  Powell  had  made  that  estimate  or  guess,  Fayette  B. 
Dow  suggested  that  during  the  holiday  recess  Powell  make  up 
the  list  of  commodities  on  which  reductions  had  been  made  or 
ordered,  with  an  estimate  as  to  the  revenue  that  would  be  lost. 
George  N.  Brown  suggested  that  the  chances  were  that  the  re- 
ductions would  increase  rather  than  decrease  the  revenue  be- 
cause the  chances  were  that  as  to  the  vast  majority  or  rates 
which  had  been  reduced  no  traffic  moved  on  them  until  the  re- 
ductions were  made. 

Powell,  prior  to  that  time,  had  cited  several  reductions  to 
show  that  the  lowered  rate  was  not  followed  by  any  stimulation 
in  business.  In  particular  he  said  the  twenty-five  per  cent  re- 
duction in  export  and  iron  steel  rates  by  eastern  carriers  had 
not  resulted  in  any  increase  in  business.  It  had,  however,  forced 
reductions  from  Chicago. 

Substantial  reductions,  the  witness  contended,  had  been 
made  and  in  support  of  that  declaration  he  cited  reductions 
which  were  mentioned  in  The  Traffic  World  either  at  the  time 
they  were  ordered  or  were  made  effective.  Some  were  made  to 
met  competition,  the  various  kinds  of  which  he  mentioned,  such 
as  barge,  Panama  Canal  and  motor  truck  lines. 

"Eastern  railroads  generally  are  not  trying  to  drive  the  motor 
truck  out  of  the  short  haul  business,"  said  the  witness.  Answer- 
Ing  Commissioner  Hall,  he  said  he  was  not  speaking  for  the  New 
England  roads,  which,  it  is  understood,  believe  it  part  of  wis- 
dom to  fight  the  motor  trucks.  He  denied  that  reductions  were 
made  chiefly  to  retain  business.  He  said  many  had  been  made 
under  pressure,  but  they  did  not  have  an  effect  on  business,  as 
had  been  promised. 

"Rumors  of  prospective  reductions  in  rates,  even  though 
not  justified,  have  had  an  immediate  and  paralyzing  effect  upon 
many  business  transactions,"  said  he.  He  cited  as  an  example 
of  the  power  of  injurious  misinformation,  the  disturbing  effect 
of  incorrect  reports  as  to  the  situation  in  cotton.  He  declared 
that  an  expectation  of  immediate  general  reductions  in  freight 
rates  had  been  spread  broadcast  throughout  the  country,  with 
the  result  that  normal  transactions  of  business  had  been  seri- 
ously disturbed.  As  evidence  of  this  he  cited  numerous  quota- 
tions from  current  business  periodicals  of  the  following  char- 
acter: "Bradstreet — 'Possible  freight  rate  cuts  cause  cross  cur- 
rents in  buying.'  " 

"Financial  Chronicle — 'Meanwhile  the  outlook  for  something 
of  a  cut  in  freight  rates  naturally  holds  up  buying  for  the  time 
being." " 

"Iron  Age — 'The  general  expectation  that  an  early  reduction 
will  be  made  in  freight  rates  on  iron  and  steel  is  now  the  con- 
trolling influence  in  the  market.  Its  chief  effect  in  the  past  week 
has  been  to  check  new  business.' " 

He  added  that,  appreciating  the  harmful  effect  upon  business 
of  such  uncertainty,  the"  eastern  traffic  executives  had  recently 
announced  that  no  reductions  would  be  made  in  Trunk  Line 
or  Central  Freight  Association  territory,  on  coal,  coke,  fluxing 
stone  or  dolomite.  He  continued: 

"The  chief  executives  of  the  principal  carriers  in  an  ad- 
dress to  the  public  dated  November  16,  1921.  reviewed  the  situa- 


tion  and  as  evidence  of  their  good  faith  In  winding  to  do  every- 
thing possible  to  restore  prosperity,  announced  a  i«n  p<-r  cent 
reduction  In  the  carload  rates  on  certain  basic  agricultural 
products.  Wherever  thps«  rates  had  not  :iln-:uly  t»-<-n  n-cluc.-ii 
as  much  as  ten  per  cent  since  September  1.  1920.  and  to  r<-n 
uncertainty  and  any  apprehension  that  the  rates  might  be  ad- 
vanced abruptly.  It  was  stated  that  this  reduction  would  con- 
tinue for  an  experimental  period  of  six  months  from  January 
1  to  June  30,  1922.  Coupled  with  this  statement  was  the  warn- 
ing that  the  effect  of  this  reduction  Is  merely  conjectural  and 
that  an  adverse  result  of  the  experiment  would  be  disastrous 
not  only  to  the  railroads  but  to  the  public,  whose  supreme  need 
is  adequate  transportation. 

"The  executives  made  the  further  proposition  that  any 
actual  reduction  in  wages  would  be  passed  on  to  the  public  In 
the  reduction  of  existing  railroad  rates  In  so  far  as  such  re- 
ductions had  not  already  been  made." 

Mr.  Powell  concluded  by  saying:  "The  traffic  officials  can 
find  no  justification  for  the  thought  that  railroad  rates  as  they 
stand  today  are  adversely  affecting  business  or  that  a  reduction 
in  said  rates  would  stimulate  or  revive  business.  Some  other 
remedy  must  be  found. 

"The  carriers  believe  that  in  the  aggregate  rates  will  be 
found  reasonable  and  if  that  is  true  the  Commission  should 
announce  that  conclusion,  with  the  expectation  that  the  agita- 
tion in  the  country  will  cease.  This  will  leave  the  way  free  for 
any  application  from  an  individual  shipper  to  be  handled  on  Its 
merits  and  with  due  regard  to  the  revenue  of  the  carriers." 

Voluminous  exhibits  were  put  in  'by  Mr.  Maxwell  in  sup- 
port of  his  fundamental  proposition  that  rates  in  the  aggre- 
gate in  the  eastern  district  do  not  yield  a  reasonable  return 
for  the  service  rendered,  based  on  present  operating  costs.  He 
was  speaking  specifically  for  the  Central  Freight  Association 
lines,  which,  he  said,  notwithstanding  the  low  returns  had  never- 
theless made  thousands  of  reductions,  the  percentages  of  the 
reductions  running  as  high  as  67  per  cent  Some  state  rates, 
in  Ohio  and  Michigan,  he  said,  had  been  ordered  to  levels  lower 
than  prior  to  Ex  Parte  No.  74  and  only  a  little  above  the  level 
ordered  by  Director-General  McAdoo. 

He  read  into  the  record  the  list  of  reductions  compiled  by 
Commissioner  Lewis,  printed  in  The  Traffic  World,  which  Repre- 
sentative Sanders  of  Indiana  had  had  published  as  a  public 
document,  supplementing  what  Lewis  compiled  by  the  big  re- 
ductions ordered  since  its  publication.  Reductions  in  rates  men- 
tioned specifically  by  him  caused  losses  in  revenue,  he  said,  as  fol- 
lows: Wabash,  $1,233,034;  Nickel  Plate,  $875,000;  Pennsylvania  and 
Panhandle,  $5,800,000;  New  York  Central,  $3,053,353;  Big  Four, 
$768,781;  Erie,  $1,250,000;  Pere  Marquette,  $515,000;  New  Haven, 
$365,000;  Boston  &  Maine,  $274,000;  Lackawanna,  $990,720;  Ann 
Arbor,  $95,608;  Grand  Trunk  Western,  $418,000  and  Delaware  ft 
Hudson,  $200,187. 

Illuminating  his  charge  about  the  work  of  the  Ohio  and 
Michigan  commissions,  he  called  attention  to  the  fact  that  they 
had  followed  the  federal  commission  in  Ex  Parte  No.  74,  while 
Illinois  and  Indiana  had  not.  Illinois  and  Indiana,  therefore, 
were  ordered  by  the  federal  body  to  fall  into  line.  Ohio  and 
Michigan  fell  into  line  and  then  began  making  rates  over  which 
they  had  retained  jurisdiction,  with  the  result  that  the  inter- 
state structure  is  seriously  threatened  by  what  they  are  doing. 
Every  man  expects  interstate  rates  to  be  brought  down  to  the 
level  of  the  lowest  state  rate,  he  said. 

Suspension  of  Hearing 

The  first  part  of  the  Commission's  general  inquiry  into 
freight  rates,  passenger  fares  and  other  impositions  of  the 
railroads,  and  its  own  power  to  order  further  general  reductions, 
came  to  an  end  December  17,  instead  of  four  days  later,  as 
planned  by  the  Commission.  It  came  to  an  end  because  the 
railroads  were  not  prepared  to  continue.  They  had  used  up  all 
the  statistical  date  gathered  by  them.  They  had  not  been  able 
to  assemble  answers  to  all  the  questions  asked  by  the  Com- 
mission in  its  suggestions  as  to  the  scope  of  the  inquiry. 

In  the  four  days  used  by  them  the  railroads  put  into  the 
record  figures  and  estimates  by  accounting  officers  and  traffic 
men.  Only  two  general  statements  were  made  in  their  behalf, 
one  by  Alfred  P.  Thorn  in  his  discussion  of  the  railroad  motion 
for  a  rehearing  in  the  western  grain  rate  case,  and  the  other  in 
the  general  inquiry,  by  Howard  Elliott. 

When  the  hearing  was  resumed,  January  11,  R.  H.  Alshton, 
president  of  the  American  Railway  Association,  will  make  a 
general  statement  about  efficiency  and  the  economies  practiced 
by  the  railroad  managers  since  the  return  of  the  transportation 
property  to  its  owners,  and  especially  since  the  increase  of 
rates  allowed  in  Ex  Parte  No.  74.  Another  important  witness 
will  be  John  B.  Walber,  who  attends  to  labor  matters  for  the 
railroads  generally,  and.  therefore,  is  better  known  in  the  cham- 
bers of  the  Railroad  Labor  Board  than  in  those  of  the  Com- 
mission. 

It  was  intended  to  have  Mr.  Aishton  take  the  stand  De- 
cember 19,  but  to  save  time  it  was  suggested  that  it  would 
be  just  as  well  to  have  him  appear  as  the  first  witness  at  the 
adjourned  session  as  the  last  at  the  original.  Clifford  Thorne 
said  that  that  change  would  be  all  right  if  Mr.  Alshton  did  not 


1312 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  26 


include  statistical  matter  in  his  remarks;  otherwise  he  desired 
to  hear  him  before  the  recess  for  the  holidays.  Commissioner 
Hall  suggested  that,  inasmuch  as  Mr.  Aishton  is  an  operating 
man,  he  probably  would  not  have  too  many  statistics  to  be 
comprehended  without  intense  study. 

The  commissioners  holding  the  hearing  declined  to  require 
the  carriers  to  furnish  statistics  for  which  Mr.  Thorne  had 
asked  on  the  ground  that  they  still  had  much  work  to  do  to 
supply  the  materials  requested  by  the  Commission.  Among  the 
things  asked  by  Mr.  Thorne  was  a  bringing  up  to  date  of  the 
statistics  regarding  the  amount  of  stocks  and  securities  out- 
standing in  the  hands  of  the  public.  The  last  compilation  of 
the  Commission's  bureau  of  statistics  showed  a  total  of  capital 
issues  of  that  kind  of  $16,359,000,000  outstanding  in  the  hands 
of  the  public.  George  M.  Shriver,  in  his  statistical  statement, 
put  the  total  at  about  $20,000,000,000,  Thorne  said. 

"All  the  provisions  of  the  transportation  act  relating  to  rates 
are  based  on  value  of  the  property  and  not  on  capitalization," 
observed  Mr.  Thorn;  "therefore,  what  Mr.  Thorne  is  asking  is 
irrelevant." 

Commission  Hall  agreed  with  him,  but  suggested  that  pre- 
haps  the  Commission,  through  its  bureau  of  finance  and  the 
statistical  force  could  supplement  the  data  so  as  to  show  whether 
the  amount  of  capital  issues  in  the  hands  of  the  public  is  as 
great  as  Mr.  Shriver  said. 

Another  request  made  by  Mr.  Thorne  was  for  figures  for 
a  constructive  year,  to  be  furnished  by  the  western  and  southern 
railroads,  such  as  Mr.  Shriver  had  produced  in  a  sketchy  form 
for  the  eastern  carriers.  Fred  H.  Wood,  for  the  western  car- 
riers, said  that  that  would  require  thirty  days'  time  and  the 
issuance  of  another  questionnaire  to  be  answered  while  the 
railroad  men  were  trying  to  prepare  answers  to  questions  pro- 
pounded by  the  Commission.  Commissioner  Hall  said  that  the 
commissioners  present  were  not  inclined  to  order  the  prepara- 
tion of  such  material,  but  that  they  thought  the  shippers  would 
appreciate  the  courtesy  if  the  railroads  would  comply  with  that 
request,  without  too  much  labor  and  expense. 

Nothing  of  a  startling  character  was  brought  out  in  the  four 
days  of  testimony  taking.  The  railroads,  in  elaborate  form,  put 
before  the  shippers  and  the  Commission  the  facts  that  have 
trickled  out  to  the  public  from  the  compilation  of  the  reports 
they  make  to  the  Commission,  and  from  the  analyses  of  the 
Commission's  compilations,  made  by  the  Bureau  of  Railway 
Economics,  chief  of  which  are  that  the  railroads  are  making  a 
net  much  smaller  than  section  15-a  of  the  amended  interstate 
commerce  law  says  would  be  a  reasonable  return  on  the  value 
of  the  property  devoted  to  transportation  service;  that  they 
are  making  a  better  show  of  net  income  than  they,  should  by 
deferring  repair  and  replacement  work  to  the  absolutely  essen- 
tial; that  the  volume  of  traffic  has  steadily  fallen,  with  occa- 
sional spasmodic  upward  thrusts,  since  November,  1920;  that  there 
have  been  thousands  of  reductions  in  freight  rates,  the  effect  ot 
which  cannot  be  more  than  hastily  estimated,  without  conducting 
such  a  laborious  search  that  the  statistical  officers  could  not  do 
anything  else  for  many  months. 

Only  one  definite  bit  of  information  that  was  absolutely  new 
was  brought  out,  but  that  was  not  in  the  testimony.  It  was 
the  announcement  by  Alfred  P.  Thorn,  made  in  answer  to  ques- 
tions, that  it  was  the  intention  of  the  railroad  executives  to 
make  the  10  per  cent  general  reduction  in  rates  on  products  of 
the  range,  farm,  orchard  and  garden  operative  December  81. 
The  day  after  that  announcement  was  made,  the  Commission 
denied  the  motion  for  a  rehearing  in  the  western  grain  case. 
That  denial  was  interpreted  as  meaning  that  the  Commission 
would  not  substitute  the  10  per  cent  reduction  for  those  ordered 
by  it  in  the  western  grain  rate  case.  The  Commission,  in  its 
announcement,  did  not  mention  the  request  of  the  carriers  for 
the  substitution,  thereby  leaving  the  way  technically  open  for 
further  announcement  if  it  considered  anything  that  might  hap- 
pen before  the  end  of  the  year  as  warranting  it  in  saying  any- 
thing more  about  the  subject. 

At  the  close  of  the  session  of  December  17,  the  Commission 
announced  that  it  had  considered  the  motion  or  application  of 
Samuel  H.  Cowan  and  other  representatives  of  the  grain  and 
live  stock  interests  for  a  reopening  of  Ex  Parte  No.  74.  Com- 
missioner Hall  said  that  before  the  application  had  been  made 
It  had  considered  reopening  Ex  Parte  No.  74  and  decided  instead 
to  institute  the  instant  proceedings.  He  said  it  was  not  in  ac- 
cordance with  the  rules  to  make  a  motion  to  reopen  a  case  in 
the  course  of  the  hearings  on  another  case.  But  he  said  that 
If  Mr.  Cowan  desired  to  pursue  his  motion  he  could  do  so  by 
filing  it  in  Ex  Parte  No.  74,  and  notifying  the  adverse  parties.  It 
was  not  a  direct  denial  but  it  was  equivalent  thereto,  because, 
if  the  motion  is  docketed  in  Ex  Parte  No.  74,  it  will  have  no 
standing  in  this  case,  if  the  mere  fact  of  handing  a  copy  to  the 
commissioners  ever  gave  it  any  standing. 

Another  development,  brought,  to  public  attention  December 
17,  was  that  the  steering  committee  of  the  shippers  was  hav- 
ing trouble  in  its  efforts  to  bring  about  a  co-ordination  of  effort 
and  understanding  among  those  supposed  to  take  advice  from 
It  as  to  how  their  side  of  the  case  should  be  presented.  Alarmed 
lest  the  verbosity  of  witnesses  should  defeat  what  they  conceived 


to  be  the  primary  purpose  of  the  proceeding — a  speedy  determina- 
tion of  the  questions  raised  by  the  Commission— the  members  of 
the  committee  called  a  meeting  for  the  evening  of  December  16 
to  map  out  what  should  be  done.  The  meeting  did  not  ac- 
complish anything  other  than  the  creation  of  more  questions  to 
oe  answered  by  the  Commission. 

Wide  divergence  of  views,  it  was  found,  existed  among  the 
shippers  because  each  interest  deemed  it  necessary  to  have  a 
full  presentation  made  as  to  the  adjustment  in  rates  that  should 
be  made  to  put  it  in  a  condition  of  normality.  The  views  ex- 
pressed, it  seemed,  meant  that  the  case  would  have  to  be  dragged 
on  until  spring,  if  not  into  the  summer. 

Burchmore  Asks  About  Scope 

With  a  view  to  bringing  the  matter  into  shape  for  decision 
by  the  Commission,  John  S.  Burchmore,  at  the  morning  session 
of  December  17,  interrupted  the  railroad  si'de  of  the  case  by  ad- 
dressing the  Commission  and  asking  for  a  more  precise  definition 
of  the  scope  of  the  inquiry.  He  said: 

We  have  assumed  that  the  purpose  of  this  proceeding  is  to 
enable  the  Commission  to  make  an  early  and  authoritative  an- 
nouncement to  the  country  as  to  the  true  transportation  situa- 
tion with  definite  findings  as  to  the  reasonableness  of  the  present 
rate's  as  a  whole;  the  ability  of  the  carriers  to  stand  a  general 
reduction  in  rates  and  revenues;  the  need  of  the  public  for  gen- 
eral reduction  on  any  or  all  commodities;  and,  if  a  general  reduc- 
tion is  warranted  or  necessary,  a  further  announcement  that  it 
should  apply  uniformly  on  all  commodities  or  only  on  certain 
particular  kinds  of  traffic,  such  as  agricultural  products,  or  road 
building  materials,  etc. 

The  importance  of  an  early  determination  of  these  matters 
already  has  been  emphasized  in  the  testimony  of  railroad  wit- 
There  seems  to  be  a  real  danger  that  this  case  will  develop 
into  such  a  complex  and  extended  affair  that  its  purpose  may  be 
defeated  by  the  delay. 

There  is  a  general  uncertainty  as  to  the  scope  of  the  in- 
quiry and  the  character  of  the  showing  that  will  be  permitted 
from  each  industry  or  group  of  shippers.  At  the  same  time  there 
is  a  general  impression  that  representatives  of  certain  interests 
who  have  been  quite  active  recently  in  trying  to  obtain  reduc- 
tions intend  putting  in  more  or  less  extensive  testimony  ad- 
dressed to  the  rates  on  their  particular  commodities  with  a  view 
to  obtaining  special  reductions  on  their  freight,  regardless  of  the 
ability  of  the  carriers  to  stand  a  general  reduction. 

To  permit  certain  interests  to  pursue  the  matter  in  that 
way  and  deny  others  the  same  right  and  opportunity  would,  of 
course,  be  unfair;  and  to  hear  all  may  defeat  the  first  .purpose  of 
the  investigation. 

In  order  that  the  scope  of  this  inquiry  may  be  fully  and 
clearly  understood,  and  various  groups  of  shippers  enabled  to 
decide  whether  they  should  participate  by  testimony,  and  if  so,  to 
what  extent,  we  ask  the  Commission  to  define  by  an  announce- 
ment the  extent  to  which  it  will  consider  and  therefore  receive 
evidence  concerning  the  reasonableness  of  rates  on  a  commodity 
or  related  group  of  articles;  second,  the  extent  to  which  shippers 
will  be  expected  to  resort  to  formal  complaints  as  a  better  method 
of  obtaining  definite  orders  affecting  the  rates  on  individual  com- 
modities; and  if  the  Commission  recommends  such  complaints 
rather  than  participation  in  this  case  as  the  better  method  for 
trying  out  particular  commodity  bases,  what  assurance  may  we 
have  now  that  the  decision  herein  will  not  in  any  degree  preju- 
dice such  complaints  if  and  when  brought  and  submitted  for 
decision. 

Commissioner  Hall  said  the  Commission  thought  it  had  made 
it  fairly  plain  that  this  was  a  general  survey  which  did  not  pre- 
clude any  complaint.  Counsel  should  judge  for  themselves,  he 
said,  whether  their  interests  would  be  best  protected  by  a  show- 
ing in  this  proceeding  or  in  a  formal  complaint;  that  the  Com- 
mission hoped  the<  case  would  not  He  continued  indefinitely;  that 
it  wanted  to  know  about  groups  of  commodities  and  that  such 
testimony  would  not  necessarily  exclude  testimony  about  a  par- 
ticular commodity.  The  inquiry,  however,  he  added,  was  gen- 
eral. The  Commission,  however,  would  consider  what  Mr.  Burch- 
more had  said,  although  it  had  not  thought  the  scope  of  the  in- 
quiry was  at  all  indefinite. 

Chairman  Elmquist  said  the  steering  committee  would  en- 
deavor to  reach  some  kind  of  an  agreement  on  the  questions 
raised  by  Mr.  Burchmore.  Mr.  Fulbright,  another  member  of  the 
steering  committee,  approved  the  raising  of  the  question  by  Mr. 
Burchmore  because  he  thouhgt  it  not  within  the  province  of  the 
committee  to  undertake  to  say  what  time  should  be  allotted  to 
each  industry  or  what  should  be  considered  in  this  proceeding 
and  what  by  formal  complaint.  George  N.  Brown  said  he  rep- 
resented an  industry  that  desired  two  and  a  half  hours  to  show 
that  the  rates  it  was  asked  to  pay  were  absolutely  prohibitory. 

The  shippers  did  not  go  into  specifications  as  to  the  indus- 
tries which,  according  to  Mr.  Burchmore,  were  planning  to  put 
in  extensive  testimony  addressed  to  their  rates  with  a  view 
to  obtaining  special  reductions,  regardless  of  the  ability  of  the 
carriers  to  stand  a  general  reduction.  Lumber,  coal  and  agri- 
cultural products  shippers  have  been  active,  but  Burchmore  de- 
clined to  indicate  whether  they  were  the  ones  he  had  in  mind,  his 
idea  being  to  have  the  Commission  say  what  it  thought,  and 
thereby  obviate  the  necessity  for  naming  the  classes  of  shippers 
he  feared  would  try  to  use  unreasonable  amounts  of  time  in 
presenting  their  views  as  to  rates  on  the  commodities  in  which 
they  are  interested. 

The  state  commissions  will  co-operate  with  the  general  ship- 
pers' committee  in  the  presentation  of  the  shippers'  case  in 
the  general  rate  inquiry,  according  to  an  announcement  by  the 
committee  representing  the  commissions. 

"There  appears  to  be  no  one  in  these  proceedings  other  than 
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state  comini.sMi.iis  who  will  give  any  special  attention  to  the  pas- 
senger  fare   Ul'olilrm."    iln  ins    ID    In-    I  lie 

unanimous  opinion  uliarly  a 

problem  of  the  sUite  n>mim.-.:,iDns  in  this  > -;ise.    There  are  many 
and  varied  questions  invoh  making  arising  In  this  pro- 

ceeding, and  involving  interpretations  of  the  act  to  regulate 
commerce  that  may  have  considerable  influence  on  future  rate 
BB.  It  Is  the  opinion  of. .  this  committee  that  it  is  imperative 
that  the  states  make  an. effective  presentation  of  their  views 
In  this  proceeding. 

Condition   of  Southern    Carriers 

In  behalf  of  southern  carriers,  George  W.  Lamb,  statistician 
for  the  Association  of  Railway  Executives,  at  the  afternoon  ses- 
sion of  December  16,  presented  the  figures  showing  their  poor 
financial  condition.  Including  the  railroads  In  the  Pocahontas 
region,  the  southern  railroads,  with  property  valued  at  $3,010,- 
870,881,  failed  by  $88,000,000  of  earning  enough  to  give  a  return 
of  6  per  cent  on  their  valuation  in  the  year  ended  September  30, 
1921.  Their  earnings  were  equivalent  to  a  return  of  2  per  cent, 
including  the  Pocahontas  region,  but  only  1.8  per  cent,  exclusive 
of  the  railroads  in  that  region. 

"From  an  accounting  standpoint  the  present  rates  are  not 
unreasonably  high  and  they  afford  the  carriers  a  wholly  inade- 
quate return  on  their  property,"  said  he.  "Until  a  substantial 
reduction  in  expenses  is  procured  no  reduction  is  warranted. 
Since  the  beginning  of  November  there  has  been  a  substantial 
slump  both  in  traffic  and  revenue." 

In  concluding  testimony  for  Ceneral  Freight  Association 
lines,  W.  C.  Maxwell,  vice-president  of  the  Wabash,  said  that  the 
revenue  from  automobiles,  their  accessories  and  gasoline  prob- 
ably about  equaled  the  loss  in  short-haul  traffic  caused  by  auto- 
mobile trucks.  He  was  positive,  however,  in  his  opinion  that  the 
automobile  had  caused  a  substantial  reduction  in  passenger  rev- 
enue derived  from  short  hauls. 

In  answer  to  a  question  by  Commissioner  Lewis  he  said  it 
seemed  a  discrimination  in  favor  of  the  man  who  could  dig  up 
$60  or  $70  at  one  time  to  pay  for  a  two  or  three  thousand  mile 
book  as  against  the  "poor  devil"  who  desired  to  travel  40  or  50 
miles  in  a  day  coach.  Commissioner  Lewis  said  he  inquired 
about  mileage  books  because  the  argument  had  been  made  that 
the  sale  of  mileage  books  at  less  than  the  basic  fare  encouraged 
commercial  travelers  and  thereby  created  business  for  the  rail- 
roads. 

C.  R.  Capps,  first  vice-president  of  the  Seaboard  Air  Line, 
who  spoke  for  the  southern  carriers,  said  the  southern  railroads, 
for  the  same  reasons  that  had  been  mentioned  by  the  eastern 
lines,  could  not  stand  a  general  reduction  of  rates.  In  the  twelve 
months  ended  with  September,  he  said,  they  earned  a  net  of 
$42,800,000,  or  enough  to  pay  2  per  cent  on  the  value  of  their 
property.  That  was  $88,000,000  less  than  enough  to  give  them  a 
return  of  6  per  cent  as  contemplated  by  law. 

Notwithstanding  their  poor  condition,  the  witness  said,  the 
southern  railroads,  since  the  decision  in  Ex  Parte  No.  74,  have 
made  thousands  of  reductions,  not  in  commodities  that,  do  not 
move  in  volume,  but  on  cotton,  which  is  one  of  the  heaviest  items 
of  traffic  in  that  region.  To  show  the  reductions  that  had  been 
made  Mr.  Capps  submitted  a  stack  of  paper,  typewriter  letter 
size,  a  foot  high.  He  did  not  try  to  say  how  many  had  been  made. 
The  compilation  also  showed  some  increases,  made  on  commodi- 
ties which  had  had  unreasonably  low  rates.  The  aim  of  the 
southern  carriers  had  been  to  eliminate  such  rates  and  they 
thought  they  had  done  so,  but  he  said  he  had  no  doubt  but  that 
he  would  find,  on  his  desk  on  Monday,  notes  about  rates  that 
were  not  high  enough  to  pay  the  cost  of  the  service  performed 
for  them,  plus  a  reasonable  profit. 

The  witness  threw  up  his  hands  in  despair,  figuratively 
speaking,  when  Commissioner  Lewis  asked  whether  he  or  any 
one  else  could  take  that  stack  of  papers  and  figure  from  them 
the  loss  in  revenue  that  had  resulted  from  the  reductions. 

"I  don't  know  of  any  way  to  do  that,"  said  he.  "To  illus- 
trate: Suppose  there  had  been  a  rate  of  $30  a  ton  on  mussel 
or  oyster  shells  from  Florida  to  St.  Louis,  but  no  movement 
under  that  rate  until  it  had  been  reduced  to  $8  per  ton  and  then 
55,000  tons  moved.  In  recasting  the  bills  on  that  traffic  a  loss 
would  be  shown,  while  as  a  matter  of  fact  there  had  been  a  gain. 
Estimates  might  be  made,  but  they  would  not  be  based  on  a 
check  of  those  papers.  They  would  be  based  on  experience." 

Answering  the  Commission's  interrogation  as  to  prospects, 
Mr.  Capps  said  the  South  was  uncertain  as  to  when  to  expect 
a  return  of  prosperity,  except  as  to  peanuts.  Continuance  of  the 
present  customs  tariff,  he  was  positive,  would  give  the  peanut 
grower  a  reasonable  assurance  of  a  good  market.  Just  to  show 
how  hard  hit  the  South  had  been  he  called  attention  to  the  fact 
that  the  margin,  in  that  part  of  the  South  for  which  he  was 
speaking,  in  gross  revenue  for  the  cotton  grower,  between  the 
low  price  of  1920  and  the  high  price  of  this  year,  was  $383,809,000. 
The  margin  between  the  highest  price  of  1920,  40.5  cents  per 
pound,  and  the  highest  of  1921,  10.5  cents  per  pound,  was  $677,- 
000,000,  a  shrinkage  of  $150  a  bale. 

Mr.  Capps  went  through  the  whole  list  of  southern  products 
to  show  the  vast  reduction  In  the  buying  power  of  the  southern 
farmers,  including  in  his  survey  not  only  farm  products,  but  also 


lumber  and  phosphate  rock,  and  the  consumption  of  commercial 
fertilizers.  As  to  fertilizers,  the  consumption  In  1920  wa» 
1,794.000  tons,  while  this  year  It  was  only  2,625,000.  That  meant 
lens  raw  material,  so  to  speak,  for  the  railroads  to  haul,  and  less 
of  the  finished  product  to  move  out. 

As  to  lumber,  he  said  that  much  that  during  the  war  years 
went  all  rail,  is  going  by  water,  <he  Pennsylvania  imlng  water 
transportation  for  its  ties  from  Jacksonville,  Fla.,  to  Philadel- 
phia. He  cited  one  movement  from  Georgetown,  8.  C.,  to  the 
north  of  3,563,000  feet,  by  water,  at  $7  per  thousand.  The  bill 
presented  by  the  carrier  by  water  was  124,941.  The  all-rail  bill 
would  have  been  $41,421.  The  tonnage  moves  by  schooner, 
barges  and  tramp  steamers,  and  not  In  the  regular  coastwise 
line  boats. 

Commissioner  Lewis  wanted  to  know  whether  the  high  rail 
rates  inhibited  movement  by  railroad.  Mr.  Capps  suggested  that 
the  railroads  could  not  meet  the  rates  of  carriers  of  that  kind. 
Answering  a  question  by  Mr.  Aitchison,  Mr.  Cappa  said  the 
rates  of  carriers  by  water  were  back  to  nearly  the  pre-war  level. 

Western  Railroads 

The  western  railroads  presented  their  side  of  the  case  at 
the  afternoon  session  of  the  last  day.  Their  witnesses  were 
L.  E.  Wettling,  the  manager  of  their  statistical  bureau,  a  veteran 
in  many  cases  of  this  kind,  and  Edward  Chambers,  vice-president 
of  the  Santa  Fe,  who  had  been  known  longer  to  the  Commission 
than  Mr.  Wettling.  The  latter  presented  two  statistical  exhibits 
which  he  explained,  in  a  forty-minute  continuance  on  the  witness 
stand.  Mr.  Thorne  asked  him  many  questions  as  to  how  the 
figures  were  made  up  and  requested  the  furnishing  of  figures 
Mr.  Wettling  had  not  thought  necessary  to  include  in  a  showing 
as  to  the  financial  condition,  else  his  time  on  the  stand  would 
have  been  shorter. 

For  the  first  ten  months  this  year,  he  said  the  net  operating 
income  of  the  western  roads  was  $249,383,000,  which  was  at  the 
annual  rate  of  return  of  3.7  per  cent  on  their  tentative  valuation. 
That  this-  was  realized  at  the  expense  of  the  properties  was 
shown,  Mr.  Wettling  said,  by  the  fact  that  the  western  carriers 
reduced  their  expenditures  for  maintenance  of  way  and  struc- 
tures 30.8  per  cent  and  for  maintenance  of  equipment,  16.7  per 
cent,  compared  with  the  same  period  in  1920. 

Mr.  Chambers  appeared  for  thirty-five  railroads  in  the  west- 
ern and  mountain-Pacific  groups.  He  discussed  both  passenger 
fares  and  freight  rates,  and  answered  the  Commission's  inquiries 
as  follows: 

1.  Are  the  present  rates  reasonable  in  the  aggrgate  under 
Section  1  or  other  provisions  of  the  Act.  either  in  the  country 
as  a  whole,  or  in  the  several  territorial  rate  groups?  Are  the 
rates  on  specified  commodities  or  descriptions  of  traffic  reason- 
able? If  not,  to  what  extent  are  they  unreasonable?  Thl»,  of 
course.  Includes  passenger  traffic. 

"The  net  revenues  of  carriers  in  Western  Classification  ter- 
ritory as  a  whole  are  not  sufficient  to  meet  their  financial  re- 
quirements, and  in  amount  are  not  up  to  what  the  law  entitles 
them  to  receive.  Therefore,  we  must  assume  that  the  rate  struc- 
ture as  a  whole,  both  freight  and  passenger,  is  not  at  this  time 
unreasonably  high. 

"The  basis  for  existing  rates  on  specified  commodities  or 
descriptions  of  traffic  was  fixed  originally  by  voluntary  action 
of  carriers  or  order  of  State  Commissions  or  Interstate  Commerce 
Commission,  and  the  rates  have  been  increased  from  that  basis 
by  General  Order  No.  28  and  Ex  Parte  74.  Therefore,  we  must 
accept  the  rates  as  they  stand  today  in  a  general  way  as  being 
no  more  than  reasonable  in  volume  and  fairly  related. 

"As  to  passenger  fares,  it  is  also  our  judgment  that  the 
present  level  is  not  unreasonable,  and  that  a  reduction  in  the 
present  basis  would  not  stimulate  traffic  to  the  extent  that  the 
possible  increase  in  travel  would  offset  the  losses  in  revenues 
that  would  result  from  a  reduction  in  the  present  charges. 

"The  surcharge  is  an  extra  charge  due  to  the  fact  that  the 
cost  of  transporting  passengers  in  sleeping  or  parlor  cars  is 
relatively  higher  than  in  coaches.  The  surcharge  figures  about 
one-third  of  a  cent  per  mile  and,  for  convenience,  is  made  one- 
half  of  the  charge  for  sleeping  or  parlor  car  accommodations. 
It  is  a  transportation  charge,  separate  from  the  charge  for  sleep- 
ing or  parlor  car  accommodation,  and  the  revenue  accrues  en- 
tirely to  the  railroads. 

"The  surcharge  was  established  after  a  careful  study  had 
developed  that  sleeping  and  parlor  car  passengers  were  not  pay- 
ing their  proper  share  of  transportation  costs.  The  difference 
between  the  cost  of  transportation  in  sleeping  and  parlor  cars 
and  in  coaches  Is  perhaps  better  understood  when  it  is  stated 
that  the  average  load  carried  in  sleeping  or  parlor  cars  Is  fifteen 
persons  and  the  average  for  coaches  is  twenty-five.  The  average 
weight  of  a  coach  is  about  100,000  pounds;  sleeping  and  parlor 
cars  weigh  180,000  to  150,000  pounds.  With  an  average  load  of 
fifteen  passengers  in  sleeping  or  parlor  cars,  and  twenty-five  pas- 
sengers In  coaches — and  these  are  the  averages  for  all  cars — 
the  railroads  carry  about  9,500  pounds  of  weight  per  sleeping 
or  parlor  car  passenger,  and  4,000  pounds  weight  per  coach  pas- 
senger. It  will  be  noted  that,  based  upon  the  relative  capacity 
and  weight  of  equipment,  the  average  weight  per  passenger  In 
sleeping  or  parloar  cars  approximates  two  and  one-half  times 
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the  weight  per  coach  passenger,  and  while  the  weight  is,  of 
course,  not  the  sole  measure  of  expense,  it  is  a  very  large  part 
of  it  On  railroads  in  the  United  States,  sleeping  or  parlor  car 
passengers  are  less  than  five  per  cent  of  the  total  number 
carried. 

5.  To  what  extent  have  rates  been  (a)  further  increased 
and  (b)  reduced  since  general  increase  of  1920?  This  should  be 
shown  by  individual  lines,  by  territorial  rate  groups  and  by 
classification  territories. 

"(a)  There  has  been  no  important  increase  in  freight  rates, 
and  none  whatever  in  passenger  fares,  in  Western.  Classification 
territory  above  the  authorized  increase  of  1920. 

"(b)  There  have  been  a  great  many  changes  in  specific  in- 
dividual freight  rates,  and  some  changes  in  sets  of  freight  rates, 
as  indicated  by  exhibits  that  will  be  introduced.  Practically 
all  these  changes  have  been  reductions  and  are  results  of  every- 
day considerations  by  freight  traffic  officers  and  some  by  orders 
of  the  Interstate  Commerce  Commission.  Some  of  the  reduc- 
tions are  due  to  readjustments;  some  to  restoration  of  former 
relationships,  and  others  to  the  usual  reasons  which  always  have 
controlled  in  the  making  of  freight  rates.  We  do  not  take  the 
position  that  there  may  be  no  individual  freight  rate  that  is  too 
high,  judged  by  customary  standards,  nor  that  there  may  not 
be  some  rate  that  is  too  low  by  the  same  analysis.  The  exhibits 
referred  to  show  that  as  the  meritorious  instances  are  called  to 
our  attention  they  are  being  corrected,  at  least  in  so  far  as  re- 
ductions are  concerned.  As  to  rates  that,  in  our  judgment  are 
too  low,  existing  economic  conditions  have  served  to  deter  action 
for  the  present  toward  proper  readjustment.  The  exhibits  re- 
ferred to,  showing  changes  in  freight  rates  on  individual  lines 
in  western  territory,  will  also  be  supplemented  by  an  exhibit 
showing  changes  in  Western  Classification  ratings  since  Ex  Parte 
74,  the  big  bulk  of  the  changes,  which,  it  will  be  noted,  are 
numerous,  being  in  the  nature  of  reductions  in  ratings. 

"As  to  reductions  in  passenger  fares:  In  keeping  with  the 
practice  that  existed  when  the  basis  fare  was  three  cents  per 
mile  or  less,  the  carriers  have  continued  the  policy  of  making 
concessions  for  seasonal  excursions.  These  excursion  fares  cover 
practically  the  entire  country,  as,  for  instance,  summer  or  winter 
excursion  fares  to  Pacific  coast,  Colorado,  Utah,  New  Mexico, 
Texas,  Florida,  Minnesota,  Wisconsin,  Michigan,  etc.,  and  to  At- 
lantic coast  resorts,  and  national  parks.  The  basis  for  summer 
excursion  fares  has  generally  been  one  and  one-third  fares  for 
the  round  trip,  yielding  approximately  2.4  cents  per  mile. 

"Another  large  class  of  reductions,  following  the  previous 
practice,  has  been  made  for  conventions  of  al!  kinds,  many  of 
them  national  in  scope.  Convention  fares  have  been  made  for 
a  total  of  some  fifteen  hundred  of  these  conventions  since  Sep- 
tember 1,  1920,  approximately  thirteen  hundred  of  which  were 
at  points  in  the  western  district,  and  two  hundred  at  points  out- 
side of  the  western  district.  For  the  Grand  Army  of  the  Republic 
United  Confederate  Veterans  and  the  American  Legion,  a  rate 
of  one  cent  per  mile  was  made  which,  in  our  judgment,  is  not 
sufficient  to  pay  the  cost  of  service.  The  carriers,  however,  as  a 
matter  of  public  policy,  contributed  toward  the  success  of  the 
national  conventions  referred  to. 

6.  What  decrease  in  gross  and  net  operating  revenues  (1)  has 
resulted  and  (2)  may  be  expected  to  result  from  reduced  rates 
which  have  become  effective  since  August  25  1920'  State 
separately. 

"It  must,  of  course,  be  appreciated  that  it  is  a  very  difficult 
matter  to  arrive  at  the  figures  even  approximately  because  of 
changes  in  the  movement  of  particular  commodities  in  one  period 
as  compared  with  another.  To  arrive  at  anything  like  actual 
figures  would  require  investigation  as  to  actual  tonnage  moving 
in  connection  with  each  rate  reduction.  By  reference  to  the 
exhibits  that  will  be  introduced  showing  rate  reductions  it  will 
readily  be  understood  what  a  Herculean  task  it  would  be  to 
make  a  definite  reply  either  to  question  number  one  or  to  ques- 
tion number  two.  Our  estimate  as  to  the  reduction  in  gross 
freight  revenue  resulting  from  rate  changes  since  August  25 
'20,  using  tonnage  for  the  year  ended  September  30  1921  as 
a.  basis  for  the  estimate,  is  $37,500,000  in  western  territory  and 
our  estimate  for  the  reduction  per  annum  in  the  event  the  ten 
per  cent  reduction  on  agricultural  products  is  made  effective  is 
an  additional  $45,000,000  per  annum,  which  would  make  the 
n'  based  on  a  year>s  tonnage  in  western  territory, 


v,  .u  *  these  estimates  we  addressed  an  inquiry  to 
each  of  the  thirty-five  important  lines  in  western  territory  ask- 

',  them  to  make  an  individual  estimate  in  each  instance  cover- 
ing  their  own  line. 

"The  total   volume   of  traffic   increased  for  several  months 

after  August  31    1920,  then  began  to  go  down  and  has  bee?  drop 

Ping   more  or  less   since,   although   at  times   it   has   shown   an 

increase,  but  rarely  up  to  the  previous  year.     The  prospers  for 

immediate   future   are   not   very   encouraging   for   any   con- 

derable  Incroage   In    truffle.     WhilP   we   hop?  that   the   bottom 


has  now  been  reached,  the  November  and  December  reports  are 
very  discouraging  and  we  anticipate  no  substantial  increase  in 
tonnage  before  the  coming  of  spring.  The  volume  of  traffic  has 
not  been  materially  affected,  one  way  or  another,  by  rate  changes 
since  August  31,  1920.  Economic  conditions  are  very  largely 
responsible  for  the  shrinkage  in  the  volume  of  traffic.  For  ex- 
ample, building  operations  at  Chicago,  where  practically  all  the 
necessary  materials  except  lumber  are  produced  within  the  city 
limits,  are  no  different  than  in  the  country  generally. 

"Increased  passenger  rates  have  not  lessened  travel  to  the 
extent  of  lowering  net-  revenue.  People  paying  full  tariff  rates 
today  are  largely  those  who  can  afford  to  do  so  and  those  travel- 
ing on  business.  The  greater  falling  off  in  regular  passenger 
traffic  is  in  the  coach  travel,  where  comparatively  short  hauls 
are  involved  and  where  the  volume  of  the  increase  is  in  no  way 
burdensome. 

"The  economic  conditions  that  have  obtained  in  this  country 
and  in  the  world  at  large  since  the  great  war  have  been  the 
most  important  factor  in  retarding  the  movement  of  -traffic. 
True,  the  cost  of  transportation  is  an  item  of  expense  in  com- 
merce that  must  be  given  consideration,  but  there  are  so  many 
other  items  of  expense  and  so  many  other  conditions  that  enter 
into  trade  that  it  is  not  fair  to  charge  responsibility  for  de- 
crease in  business  to  alleged  high  rates. 

7.  What  readjustments,  if  any,  following:  Increased  Rates, 
1920,  have  not  been,  but  should  be,  effected? 

"The  long-established  and  generally  recognized  relationships 
in  freight  rates  which  were  forced  out  of  line  by  Ex  Parte  74 
percentage  increase  have,  with  but  few  exceptions,  been  read- 
justed. The  unadjusted  relationships  are  having  active  con- 
sideration. There  have  been  many  requests  from  shippers  for 
readjustment  of  increased  differences  in  rates  which  have  been 
disposed  of  on  individual  merits.  We  do  not  consider  that  a 
mere  difference  in  cents  per  one  hundred  pounds  in  rates,  when 
increased,  is  a  relationship  that  should  necessarily  be  readjusted. 
A  recognized  relationship  or  differential  is  such  as  fixed  by 
agreement  between  carriers  and  shippers,  or  betwen  the  car- 
riers themselves,  or  prescribed  by  state  commissions  or  the 
Interstate  Commerce  Commission. 

12.  If  rates  are  found  to  be  unreasonable  in  the  aggregate 
in  the  country  as  a  whole,  or  in  one  or  more  territorial  rate 
groups  (a)  should  a  general  reduction  in  all  rates  be  required 
or  (b)  should  readjustment  be  required  in  the  rates  on  specified 
commodities  or  descriptions  of  traffic? 

If  rates  are  found  to  be  reasonable  in  the  aggregate,  but  un- 
reasonable on  specified  commodities  or  descriptions  of  traffic,  what 
readjustment  should  be  required? 

"The  carriers  are  not  likely  to  be  in  position  for  some  time 
to  consider  a  general  reduction  in  all  rates.  When  the  financial 
condition  of  the  carriers  will  permit,  it  is  our  judgment  that 
first  consideration  in  the  direction  of  a  reduction  should  be  ap- 
plied to  specified  commodities,  among  the  great  staples  which 
are  recognized  as  most  important  to  the  economic  situation  of 
the  country  and  where  the  reduction  would  result  in  the  great- 
est benefit  to  the  public.  It  is  true  that  the  carriers  are  now 
before  the  Interstate  Commerce  Commission  proposing  to  reduce 
the  rates  ten  per  cent  on  the  most  important  agricultural  prod- 
ucts, but  this  proposition  has  not  been  submitted  as  warranted 
by  our  financial  situation,  but  because  we  realize  that  the  agri- 
cultural industry  is  in  dire  need  and  in  the  interest  of  all  con- 
cerned we  are  proposing  to  make  a  contribution  toward  the 
anticipated  rehabilitation  of  that  industry,  and  also  in  the  hope 
that  our  future  operating  costs  will  offset  this  reduction  in  our 
present  revenues. 

"To  decide  fairly  what  might  be  done,  it  would  be  neces- 
sary that  the  entire  rate  structure  be  analyzed,  both  class  and 
commodity,  to  determine  what  rates,  if  any,  are  unreasonably 
low  and  should  be  advanced,  and  what  rates,  if  any,  are  unreason- 
ably high  and  should  be  reduced.  There  is  no  uniformity  in  the 
freight  rates  throughout  the  country,  except  in  a  very  limited 
way.  The  class  and  commodity  rates  are  different  in  the  dif- 
ferent states,  and  different  in  the  individual  states.  The  present 
rate  structure  is  the  result  of  many  years  of  rate-making  by 
carriers,  by  state  commissions  and  by  the  Interstate  Commerce 
Commission.  Usually  the  consideration  by  rate-making  authori- 
ties has  been  of  a  certain  rate  or  set  of  rates  and  not  with 
any  view  of  uniformity  in  the  rate  structure  as  a  whole. 

"It  can  readily  be  understood  that  the  necessity  and  effort 
of  one  railroad  to  promote  production  on  its  line  may  be  entirely 
different  from  another  railroad.  This  is  clearly  shown  in  the 
commodity  rate  structure  where  mileage  has  been  more  or  less 
discarded  in  the  making  of  many  of  these  commodity  rates. 
Long  distance  to  market  often  requires  the  setting  aside  of 
many  standard  rules  for  the  making  of  freight  rates  and  a  resort 
to  the  basis  of  what  the  traffic  can  reasonably  bear. 

"Changes  in  rates  are  being  made  daily  and  are  the  result1 
of  usual  or  normal  consideration  of  applications  from  shippers 
for  reductions  for  various  reasons.  In  the  consideration  of  such 
applications  the  carriers  are  pursuing  the  same  policy  and  the 
same  methods  and  are  applying  the  same  standards  as  have 
been  customary  in  the  handling  of  rate  matters  in  the  past. 
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While  we  are  perhaps  more  conservative  at  this  time  because 
of  the  conditions,  we  are,  however,  handling  each  case  on  its 
merits  and  where,  in  our  Judgment,  sufficient  justification  exists 
for  the  reduction.  It  is  made.  The  authority  of  traffic  officers 
In  handling  these  rate  matters  has  not  been  changed  since  Ex 
Parte  74  became  effective.  Controlling  reasons  for  changes 
which  operated  in  the  past  are  still  in  operation." 


RAILROAD— AGRICULTURAL  DEAL 

The  Traffic   World   Washington  Bureau 

At  the  time  this  was  written  uncertainty  prevailed  as  to 
the  status  of  grain  rate  reduction  matters,  not  because  there 
was  any  indeflnlteness  about  the  order  of  the  Commission  direct- 
ing the  western  carriers  to  make  the  reductions  decreed  in  the 
western  grain  rate  case,  or  about  the  promise  of  the  carriers 
to  make  their  10  per  cent  general  reduction  on  the  whole  farm, 
range,  and  orchard  list,  but  by  reason  of  the  fact  that  plans 
of  the  railroads  had  been  completely  ditched  by  the  failure  of 
the  Commission  to  substitute  the  10  per  cent  reduction  for 
the  order  in  the  grain  case.  The  big  question  among  representa- 
tives of  shippers  was  as  to  whether  the  executives  would  make 
good  on  their  promise. 

That  the  railroad  executives  believed  the  Commission  would 
make  the  substitution,  as  a  result  of  the  conference  between 
themselves  and  the  Commission,  November  12,  was  plain  to 
those  who  talked  with  them  about  that  meeting  after  the  con- 
ference of  executives  in  New  York,  November  16.  After  that 
meeting  the  executives  announced  their  10  per  cent  reduction 
plan,  together  with  their  promise  that  if  and  when  tLe  Labor 
Board  decreed  reductions  in  labor  expense,  the  benefit  i.f  such 
reductions  would  be  passed  on  to  shippers  in  sucli  form  as  might 
be  indicated  by  the  Commission. 

Not  the  whole  of  the  railroad  executive  plan  was  revealed 
at  that  time.  The  further  part  of  It  did  not  come  out  until 
after  the  conclusion  of  the  railroad  side  of  the  general  inquiry 
December  17,  in  the  course  of  which  Alfred  P.  Thorn  said  that 
the  10  per  cent  reduction  would  be  made  operative  December  31. 

The  part  of  the  plan  not  made  public  in  November  provided 
for  a  conference  with  representatives  of  agricultural  and  indus- 
trial interests  at  which  the  railroads  would  submit  and  have 
approved  a  plan  for  dealing  with  the  Capper  bill.  That  bill 
specifically  provides  for  the  repeal  of  section  15-a  and  for  ex- 
clusive control  of  rates  within  a  state  by  the  state  commissions. 

Such  a  conference  was  held  at  the  Racquet  Club,  in  Wash- 
ington, December  9.  Those  asked  to  participate  in  it  were  asked 
to  say  nothing  about  it  but  to  allow  whatever  publicity  was  to 
be  given  to  things  agreed  on  there,  to  come  from  James  Emery, 
counsel  for  the  National  Manufacturers'  Association.  W.  H. 
Chandler,  president  of  the  National  Industrial  Traffic  League, 
was  present  at  the  conference,  but  he  gave  vigorous  notice  that 
he  could  not  subscribe  personally  or  officially  to  any  of  ihe  sug- 
gestions made  in  the  meeting. 

Answering  a  question,  Mr.  Chandler  said  in  a  wire: 

"The  League  was  present  by  invitation  but  obviously  was 
out  of  place.  Proposals  were  not  in  harmony  with  League  ac- 
tion. Meeting  seems  to  have  been  called  by  railroads  for  pur- 
pose of  committing  League  to  policy  agreed  on  with  agricultural 
interests,  which  is  contrary  to  League  action.  League  has  not 
opposed  10  per  cent  reduction  but  does  oppose  railroad  method 
of  determining  future  reductions." 

In  the  conference  of  December  9  Chandler  was  asked  by 
the  railroad  group  to  subscribe  to  the  proposition  put  forth  in 
the  second  part  of  the  railroad  plan,  announced  November  16, 
which  was  that  if  and  when  the  Labor  Board  allowed  further 
reductions  in  labor  expense,  the  benefit  should  be  passed  on  to 
shippers  in  the  manner  and  form  indicated  by  the  Commission. 

Chandler  attended  on  an  invitation  wired  him  December 
2,  by  T.  DeWitt  Cuyler,  chairman  of  the  Association  of  Railway 
Executives,  saying:  "A  conference  between  a  committee  of  this 
association  and  agricultural  and  industrial  representatives  will  be 
held  in  Washington  December  9  at  10  a.  m.,  at  the  Racquet  Club. 
We  should  be  very  glad  if  you  could  find  it  convenient  to  be 
present.  We  had  also  asked  your  Mr.  Beek,  who  advised  us  he 
had  other  engagements  preventing  his  attendance." 

At  the  appointed  time  representatives  of  the  Manufacturers' 
Association,  the  National  Grange,  and  the  American  Farm  Bureau 
Federation  met  W.  W.  Atterbury,  Howard  Elliott,  President 
Storey,  of  the  Santa  Fe,  and  President  Markham,  of  the  Illinois 
Central.  As  spokesman  for  the  railroads,  Mr.  Atterbury  told 
those  who  had  called  the  meeting  that  they  were  anxious  to 
have  something  done  about  the  Capper  bill  and  to  discuss  the 
Labor  Board,  especially  with  a  view  to  coming  to  a  conclusion 
as  to  whether  its  duties  should  not  be  transferred  to  the  Com- 
mission, if  the  idea  of  a  board  was  not  to  be  entirely  eliminated. 

Later,  he  said,  the  railroads  would  like  to  take  up  and  get 
them  to  agree  to  an  amendment  to  the  interstate  commerce  law 
that  would  deprive  the  Commission  of  the  power  to  suspend 
tariffs  and  place  the  burden  of  proving  a  rate  unreasonable  on 
the  man  who  said  it  was  unreasonable.  But  they  were  not .  of 
the  opinion  that  that  point  was  as  important  for  present  con- 
sideration as  the  other  matters. 


The  agricultural  group  then  held  a  Heparate  meeting,  and 
J.  R.  Howard  Is  reported  to  have  made  a  verbal  report  to  the 
effect  that  the  agricultural  Intercut*  would  agree  to  xupport  the 
railroad  program  If  the  railroad  Interests  would  agree  to  the 
elimination,  as  quickly  as  possible,  of  that  part  of  section  15-a 
providing  for  rates  that,  as  near  as  may  be,  will  result  in  revenue 
sufficient  to  produce  6.5  per  cent.  If  the  railroads  would  agree 
to  that,  Mr.  Howard  Is  represented  as  having  verbally  reported, 
the  agricultural  organizations  there  represented  would  ask  the 
farmers  to  withdraw  support  from  the  rest  of  the  Capper  bill. 

To  that  the  railroads  are  reported  as  having  agreed.  Then 
the  railroad  group  is  reported  as  having  announced  that,  In  view 
of  the  action  of  the  agricultural  interests,  they  would  adhere 
to  that  part  of  the  plan  of  November  16  providing  for  passing 
the  benefit  of  further  reductions  in  labor  costs  to  the  public 
in  the  manner  and  form  to  be  Indicated  by  the  Commission. 

Chandler  would  not  listen  to  that  proposal.  He  said  he 
would  not  trust  either  the  railroads  or  the  Commission  to  say, 
as  a  result  of  conferences,  what  reductions  should  be  made  In 
rates.  He  said  he  was  opposed  to  dealing  with  rate  reduction 
questions  in  that  way,  not  only  personally,  but  especially  if  he 
was  to  be  considered  a  representative  of  the  National  Industrial 
Traffic  League.  He  told  the  conference  that  he  had  come  there 
to  discuss  rate  reductions,  but  that,  obviously,  he  was  out  of 
place.  He  wanted  such  things  considered  in  public  meetings. 

The  proposal  that  the  railroads  would  distribute  the  bene- 
fits of  future  reductions  in  wage  costs  in  accordance  with  sug- 
gestions from  the  Commission,  Chandler  said,  was  particularly 
obnoxious,  not  because  he  doubted  the  good  faith  of  the  com- 
missioners, but  because,  in  conferences  such  as  had  been  held 
with  the  railroad  executives,  their  attention  might  not  be  drawn 
to  a  fact  in  connection  with  the  matter  that  would  have  great 
influence  if  brought  out  in  a  public  meeting  on  the  subject 

Mr.  Emery  has  given  some  publicity  to  the  matter  of  the 
conference  since  the  conclusion  of  the  first  part  of  the  general 
inquiry  as  if  it  had  been  a  meeting  for  the  general  consideration 
of  a  plan  under  which  fighting  between  the  railroads  and  the 
shippers  could  be  avoided  and  the  temptation  to  make  rates  by 
political  action  eliminated  by  a  good  understanding  between 
the  carriers  and  the  shippers.  He  announced  the  appointment  of 
an  executive  committee  to  represent  industry  and  agriculture 
in  dealings  with  the  railroads,  composed  of  the  following:  J.  R. 
Howard,  president  American  Farm  Bureau  Federation-  S  J 
Lowell,  of  Fredonia,  N.  Y.,  president  of  the  National  Orange; 
J.  A.  Campbell,  Youngstown,  0.,  president  of  the  Youngstown 
Sheet  &  Tube  Company;  Ernest  T.  Trigg,  Philadelphia,  presi- 
dent of  the  National  Federation  of  Construction  Industries; 
Charles  Hill,  New  York,  Southern  Pine  Sales  Association;  J.  D. 
A.  Morrow,  vice-president  National  Coal  Association;  and  F.  R. 
Todd,  Moline,  111.,  vice-president,  Deere  &  Co.,  James  A.  Emery  as 
general  counsel. 

Mr.  Emery  gave  out  a  statement  in  which  he  said: 

•  The  railroad  representatives  evidenced  their  Intention  to  give 
the  benefit  of  further  reduction  in  operating  expenses  to  the  shippers 
as  rapidly  as  oprating  costs,  especially  those  principally  represented 
in  labor  and  material,  are  adjusted  to  the  economic  level  of  wages 
and  costs  prevailing  generally  in  industry.  The  shipping  public  Is  to 
receive  in  reduced  rates  benefits  concurrent  with  cost  adjustments. 

The  committee  is  endeavoring  to  examine  the  whole  question  of 
transporation  from  the  viewpoint  of  the  public  interest  to  be  served. 
It  will  do  so  with  the  hope  of  settling  economl  differences  of  opinion 
between  shippers  and  carriers  with  Justice  to  every  element  Involved. 

It  hopes  to  reach  sound  economic  conclusions  not  only  upon  the 
rate  question,  but  upon  pending  issues  relating  to  the  control  of  our 
national  system  of  transportation  in  order  that  the  shipping  public 
may  be  the  beneficiaries  of  an  economic  remedy  for  the  transportation 
situation,  without  the  engagement  of  any  interested  group  in  political 
competition  to  secure  political  benefit  for  Itself,  or  resist  necessary 
economic  adjustments  essential  to  our  common  economic  recovery 

To  this  end  the  committee  has  been  formed  as  a  conference  forum 
in  which  difference  of  opinion  may  be  freely  aired  and  It  Is  hoped 
successfully  accommodated  In  the  light  of  the  great  public  interest  in- 
volved. The  conferences  so  far  held  inspire  the  hope  that  divisions  of 
activity  representing  the  life  of  our  people  can  exchange  points  of 
view  and  successfully  settle  differing  viewpoints  under  the  stimulating 
impulse  of  a  great  necessity  for  ascertaining  and  recognizing  the 
common  interest  Involved. 

LAFOLLETTE  DISCUSSES  CONFERENCE 

The  Traffic   World   Washington  Bureau 

Senator  LaFollette,  in  a  speech  in  the  Senate  December 
22,  called  attention  to  the  conference  held  December  9  by  rep- 
resentatives of  carriers,  shippers  and  the  Farm  Bureau  Federa- 
tion and  said  it  seemed  that  some  of  the  representatives  of 
agriculture  had  been  captured  and  that  the  idea  seemed  to  be 
to  co-operate  to  obtain  benefits  through  reduced  wages  of  rail- 
road employes.  He  gave  notice  that  early  in  January  he  would 
prove  that  railroad  wages  are  less  than  they  were  at  the  begin- 
ning of  this  century.  He  warned  the  farmers  to  beware  of 
leaders  who  form  combinations  with  railroads  and  representa- 
tives of  great  trusts.  He  said  he  was  reliably  informed  that  an 
agreement  had  been  reached  at  the  conference  to  rewrite  the 
Capper  bill  so  that  only  the  clause  relating  to  the  return  of 
five  and  a  half  per  cent  would  be  repealed,  instead  of  the  entire 
rate-making  section,  and  so  that  the  Commission  would  retain 
control  over  intrastate  rates. 

Senator  Capper  asserted  that  If  any  attempts  were  made 
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to  rewrite  the  bill,  Congress  would  hear  from  the  farmers  of 
Kansas.  LaFollette  replied  that  he  had  thought  as  much  and 
that  was  why  he  had  spoken. 


WESTERN  GRAIN  RATE  ORDER 

The   Traffic  World   Washington  Bureau 

Dec.  23. — The  Commission  today  authorized  the  railroads  to 
delay  filing  tariffs  in  the  western  grain  rate  case  until  January  V 
instead  of  December  27. 

The  Commission,  December  21,  issued  a  further  order  in  No. 
12929,  the  western  grain  rate  case,  authorizing  the  carriers  to 
make  the  tariffs  in  that  case  effective  on  one  day's,  instead 
of  five  days'  notice.  This  change  was  requested  by  the  tariff 
publishing  agents,  who  said  they  could  not  get  their  tariffs  to 
the  files  of  the  Commission  by  December  22,  which  they  would 
have  had  to  do  to  comply  with  the  Commission's  order  to  give 
five  days'  notice. 

Tariffs  of  a  few  little  roads  in  the  West  were  received  at 
the  Commission  December  21,  but  the  larger  roads  and  agencies 
said  they  could  not  comply  by  December  22. 

In  three  special  permissions  issued  December  17  the  Com- 
mission dealt  with  grain  rates.  In  No.  56132  it  authorized  to 
continue,  until  June  30,  reduced  rates  on  grain  for  export  via 
Gulf  ports  which  otherwise  would  have  expired  December  31.  In 
No.  56133  it  authorized  Trunk  Line  carriers  to  continue  reduced 
rates  on  grain  between  points  in  Trunk  Line  territory  to  June  30, 
except  the  export  rates  on  ex-lake  grain,  carried  in  Curlett's 
I.  C.  C.  A25.  The  export  rates  on  ex-lake  grain  are  to  be  con- 
tinued only  until  March  31. 

.  In  No.  56150  it  authorized  the  carriers  to  revise  and  extend 
the  list  of  grain,  grain  products,  and  so  forth,  on  which  they 
proposed  to  make  a  10  per  cent  reduction  December  31,  if  they 
could  get  their  tariffs  ready,  in  accordance  with  the  announce- 
ment of  the  executives  after  the  conference  of  the  latter  in  New 
York,  November  16.  This  is  the  third  effort  the  carriers  have 
made  to  get  up  a  list  to  include  all  the  things  on  which  reduced 
rates  on  grain  and  grain  products  are  to  apply.  This  permission 
cancels  No.  55940  and  the  amendment  thereto. 

The  permission  applies  to  all  products  of  the  farm,  orchard, 
range  and  garden.  The  chief  difficulty  has  been  with  the  list  of 
things  to  be  included  under  the  generic  term  "grain  and  grain 
products,  etc."  Practically  all  the  amendments  authorized  have 
been  so  as  to  extend  that  list  to  cover  the  representations  that 
have  been  made  by  shippers  who  said  that  unless  the  changes 
suggested  by  them  were  made  they  would  be  subjected  to  dis- 
crimination. 


AGRICULTURAL  INQUIRY 


The  Traffic   World   Washington  Bureau 

"The  work  of  the  transportation  division  of  the  joint  com- 
mission of  agricultural  inquiry  has  developed  to  a  degree  that 
the  appointment  of  an  advisory  committee,  thoroughly  repre- 
sentative of  the  three  great  economic  branches  of  commerce, 
has  been  thought  helpful,"  said  Representative  Sydney  Ander- 
son, chairman  of  the  commission.  "This  work  has  been  carried 
on  through  operating  traffic  and  market  committees,  represent- 
ing the  railroads,  and  agricultural  and  industrial  committees, 
representing  production  and  shipping  of  approximately  ninety 
per  cent  of  the  tonnage  of  the  country." 

He  announced  the  following  personnel  of  this  advisory  com- 
mittee, which  is  to  meet  in  Washington  when  the  transporta- 
tion division  has  compiled  all  facts  with  reference  to  the  in- 
quiry : 

Representing  Agriculture — J.  R.  Howard,  President,  American 
Farm  Bureau  Federation,  Chicago;  Gray  Silver,  Washington  Repre- 
sentative, American  Farm  Bureau  Federation,  Washington,  D.  C. ; 
S.  J.  Lowell,  Master.  National  Grange,  Fredonia,  New  York;  Milo  D. 
Campbell,  President,  National  Milk  Producers'  Association;  Cold- 
water,  Michigan;  A.  U.  Chaney,  General  Manager,  American  Cran- 
berry Exchange,  New  York  City. 

Representing  Industry — F.  R.  T'odd,  Vice-President,  Deere  & 
Company,  Moline.  111.;  J.  A.  Emery.  General  Counsel,  National  Asso- 
ciation of  Manufacturers,  Washington,  D.  C. ;  Thomas  A.  McCann, 
Vice-President-General  Manager,  Shevlin.  Carpenter.  Clarke  &  Com- 
pany, Minneapolis.  Minn.;  A.  J.  Campbell,  President,  Youngstown 
Sheet  &  Tube  Company,  Youngstown,  Ohio. 

Representing  Transportation — Daniel  Willard.  President,  Balti- 
more &  Ohio  Railroad,  Baltimore,  Md.;  Howard  Elliott  Chairman 
of  the  Board.  Northern  Pacific  Railway,  New  York  City;  L.  F. 
Loree,  President,  Delaware  &  Hudson  Company.  32  Nassau  street 
New  York  City;  C.  H.  Markham,  President,  Illinois  Central  Rail- 
road Company,  Chicago,  III.:  H.  M.  Adams.  Vice-President,  Union 
Pacific  S'ystem,  Omnha,  Neb.;  T.  C.  Powell,  Vice-President,  Erie 
Railroad  Company,  New  York  City. 

Chairman  Anderson  said  the  transportation  question  in  its 
relationship  to  agriculture  and  industry  would  be  considered  un- 
der six  main  divisions,  as  fallows:  1,  physical  property;  2, 
transportation  service;  3,  economic  relationship  of  transporta- 
tion to  agriculture  and  industry;  4,  finance;  5,  administration, 
and  6,  governmental  regulation. 

It  Is  proposed  to  divide  the  advisory  committee  into  groups 
covering  these  six  main  sub-divisions  and  the  work  of  the  vari- 
ous committees  representing  the  railroads  and  producers  car- 
ried on  in  the  last  six  months  will  be  reviewed. 


"It  is  my  hope"  said  Chairman  Anderson,  "that  through  this 
medium  of  analysis  the  splendid  work  in  which  over  1,500  people 
have  participated  in  the  last  six  months  may  be  so  thoroughly 
correlated  and  assembled  that  suggestions  and  conclusions  for 
recommendations  to  the  Congress  may  be  well  grounded  upon 
sound  economic  fundamentals." 

REDUCTIONS  ON  FARM  PRODUCTS 

Dec.  23. — The  New  England  carriers  today  asked  and  re- 
ceived permission  to  make  the  10  per  cent  reduction  on  farm 
products,  thereby  bringing  that  part  of  the  country  in  line  with 
the  rest. 

A  fourth  attempt  to  get  the  schedule  of  farm,  orchard,  range 
and  garden  products,  upon  which  the  10  per  cent  reduction  is 
to  be  made  by  the  railroads,  was  made  public  December  22, 
when  the  Commission  put  out  an  amendment  to  special  per- 
mission No.  56150.  It  modified  the  list  of  dried  fruits  on  which 
the  reduced  rates  will  apply  by  switching  the  words  "not  other- 
wise specified  in  this  list,"  from  ahead  of  the  dried  fruits 
enumerated,  to  a  position  below  it.  The  object  to  be  attained 
by  the  use  of  the  words  is  the  application  of  the  lowered  rates 
to  all  kinds  of  dried  fruits  (other  than  canned,  candied,  crys- 
tallized, glaced  or  stuffed),  even  if  not  included  in  the  list.  Had 
the  words  been  allowed  to  remain  in  the  place  where  they  were 
originally  put,  they  would  have  nullified  the  whole  list  and 
rendered  nugatory  the  effort  of  the  railroads  in  that  behalf. 

Interested  shippers  have  been  scrutinizing  the  lists  of  prod- 
ucts ever  since  the  first  issue.  They  made  so  many  suggestions 
that  were  obviously  good  that  three  attempts  were  made  to  get 
the  lists  into  a  satisfactory  condition,  before  the  fourth  effort 
was  put  forth  December  22. 

RAILROAD    LABOR    CONTRACTS 

The  Labor  Board,  December  19,  began  taking  evidence  in  a 
number  of  cases  involving  the  question  of  whether  the  railroads 
have  the  legal  right  under  the  transportation  act  to  "let  out" 
various  kinds  of  work  to  independent  contractors.  Twelve  cases 
of  this  kind,  involving  practically  every  angle  of  the  question, 
were  set  for  hearing.  The  railroads  involved  are  the  Chicago 
Great  Western,  Indiana  Harbor  Belt,  Gulf  Coast  Lines,  Colorado 
&  Southern,  St.  Louis-San  Francisco,  Chicago,  Milwaukee  &  St. 
Paul,  Pittsburgh  &  Lake  Erie,  Great  Northern,  and  Erie.  These 
roads  are  charged  by  several  labor  organizations  with  letting  out 
on  contract  car  and  locomotive  repair  work,  track  maintenance, 
car  cleaning,  pumping,  coal  passing  and  other  kinds  of  work, 
which  was  then  done  by  men  paid  less  than  scale  wages  by  con- 
tractors. 

The  workers  contend  that  this  practice  is  a  subterfuge  to 
get  away  from  the  necessity  of  paying  the  wages  specified  by  the 
board  for  the  classes  of  work  involved,  while  the  managements 
point  out  that  it  is  a  step  in  the  reduction  of  operating  costs  and 
in  the  direction  of  efficiency. 

The  Commission  instituted  an  investigation  into  the  loco- 
motive and  car  repair  part  of  the  question  last  Spring,  when  it 
was  contended  by  labor  leaders  that  the  Pennsylvania,  the  Erie 
and  others  were  farming  out  repair  work  at  prices  far  higher 
than  it  would  cost  to  do  the  work  in  their  own  shops.  They 
argued  that  the  roads  were  doing  this  in  order  to  increase  operat- 
ing expenses  and  make  a  better  case  for  themselves  in  the  wage 
cut  case  then  under  way.  Hearings  were  held  in  New  York, 
Philadelphia,  Chicago  and  several  other  cities,  but  no  finding  has 
as  yet  been  made. 


LABOR    BOARD-PENNSY.   ARGUMENT    POSTPONED 

Argument  on  the  motion  to  make  permanent  the  injunction 
recently  granted  the  Pennsylvania  System,  to  restrain  the  Labor 
Board  from  finding  the  road  in  violation  of  the  board's  order 
requiring  a  new  election  of  employes'  representatives  on  the 
system,  which  was  scheduled  to  take  place  before  Judge  K.  M. 
Landis,  in  the  United  States  District  Court,  at  Chicago,  Decem- 
ber 21,  was  postponed  until  January  3. 


RATES  ON  N.  Y.  PEACHES 

The  Commission  has  institueed  an  investigation  in  No. 
13266,  in  the  matter  of  rates  on  and  classification  of  fresh 
peaches  within  the  state  of  New  York,  to  determine  whether 
the  rates  and  classification  ratings  required  by  the  public  serv- 
ice commission  of  New  York  cause  or  will  cause  unjust  dis- 
crimination against  interstate  commerce. 

A  petition  was  filed  by  all  the  railroads  operating  in  New 
York  averring  that  the  state  commission  by  order  of  July  21, 
1921,  ordered  the  petitioners  to  establish  rates  and  classification 
ratings  on  fresh  peaches,  in  carloads,  within  said  state,  which 
are  less  than  those  permitted  to  be  established  by  the  Com- 
mission for  interstate  traffic. 

The  proceeding  has  been  assigned  for  hearing  before  Ex- 
aminer E.  H.  Waters  on  January  23,  at  the  United  States  Court 
Rooms,  Rochester,  N.  Y. 
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RAILROADS  ANSWER  THORNE 

The  Traffic   World   Washington  Bureau 

Aii  extrusive  analysis  of  the  statement  which  Clifford  Thome 
made  before  the  Senate  Interstate  commerce  committee  at  the 
hearings  on  the  Capper  bill  In  behalf  of  the  American  Farm 
liuroau  Federation  has  been  made  by  the  Bureau  of  Railway 
iVoiiomics  and  filed  with  the  committee  by  Alfred  P.  Thorn, 
general  counsel  for  the  Association  of  Railway  Exacutlves.  The 
purpose  of  the  analysis  Is  to  show  that  from  the  railroad  view- 
point: there  are  many  fallacies  in  the  Thome  statement. 
•  In  speaking  of  section  15-a,  Mr.  Thorne  said: 

We   think   that   any  statutory   enactment   which   attempts   by   flat 
ment   to   authorize    or    require   charges    In   any    Industry    of 
iracter  as  to  yield  a  definite  rate  of  return  above  all  operat- 
ing  expi'iisi-s    ;md   taxes   Is   fundamentally   uneconomic   and   unsound. 
Th.Tt'   is   an   ebb   and   flow   in   all   business.     •     •     •     Kvcry    Industry 
should    be   permitted   during   prosperous    times    to   levy    such   charges 
i  the  public  that  it  can  lay  up  a  surplus  to  tide  It  over  lean  years 
and   through  a  crisis  or  an  emergency  In   business. 

In  reply  the  Bureau  says:  "This  argument  may  apply  to 
unregulated  industries,  but  hardly  to  an  industry  which  Is  not 
on  ;i  competitive  basis  either  as  to  rates  or  costs,  and  which 
has  in  the  past  neither  been  allowed  to  earn  a  high  rate  of  re- 
turn in  good  years  nor  been  saved  from  a  low  rate  in  bad  years. 
For  example,  in  the  period  since  1908  the  railways  have  in  only 
one  year  earned  as  much  as  6  per  cent  on  their  Investment,  and 
that  was  in  the  highly  prosperous  war  year  of  1916.  During 
this  period  the  rate  of  return  fell  as  low  as  4.12  per  cent,  not 
counting  the  three  years  of  the  federal  control  and  guaranty 
period  (1918-1920),  when  the  rate  of  return  fell  so  low  that  only 
the  financial  support  of  the  government  saved  the  railways  from 
bankruptcy.  *  *  *  Clearly,  any  industry  that  over  a  period 
of  ten  years  earns  6  per  cent  on  its  investment  only  once  can- 
not be  said  to  have  benefited  greatly  by  periods  of  general 
prosperity.  The  average  dividend  rate  never  reached  6  per  cent 
during  the  period.  In  four  of  the  years  it  was  4  per  cent,  and 
three  of  these  four  years  were  the  years  during  which  the  rail- 
ways were  receiving  from  the  government  the  'excessive  standard 
return  and  guarantee'  based  upon  'the  three  most  prosperous 
years'  in  railway  history,  of  which  Mr.  Thorne  complains.  Here 
is  none  of  the  'ebb  and  flow'  cited  by  Mr.  Thorne;  it  is  all  ebb." 

Taking  up  a  declaration  by  Mr.  Thorne  that  "the  last  official 
reports  of  the  Commission,  compiled  from  the  sworn  reports  of 
the  railroads  themselves,  show  that  American  railroads  have  a 
total  accumulated  -surplus  of  more  than  $1,800,000,000,"  the 
Bureau  said: 

"The  general  balance  sheet  of  railways  of  class  1,  on  Decem- 
ber 31,  1920,  showed  a  profit  and  loss  credit  balance  of  $1,840,485,- 
046.  What  is  the  explanation  of  this  apparently  large  surplus, 
and  how  can  the  railways  be  financially  depressed  with  such  a 
surplus  on  their  books?  Careful  analysis  develops  several  answers 
to  this  question,  as  follows: 

"(1)  The  surplus  is  a  book  surplus.  It  is  not  cash,  or  even 
quickly  realizable  assets,  but  the  great  bulk  of  it  is  tied  up  in 
the  railway  properties.  It  can  no  more  be  utilized  for  meeting 
maturing  obligations,  or  for  paying  current  bills,  or  for  paying 
taxes,  interest,  or  dividends,  than  a  farmer  with  a  thousand  acres 
of  land,  but  no  money  in  the  bank  can  pay  his  wages,  interest, 
or  taxes.  It  is  solely  a  book  account. 

"(2)  The  surplus  is  an  accumulated  surplus,  representing 
the  cumulative  result  of  conservative  railroad  management  for 
nearly  one  hundred  years,  or  since  railways  first  began  to  operate 
in  the  United  States.  Assume  that  the  bulk  of  this  surplus  has 
been  accumulated  in  the  past  fifty  years  alone,  or  since  the 
period  of  railway  construction  on  a  large  scale  commenced,  and 
it  develops  that  the  accumulations  per  year  ($1,840,000,000 
divided  by  50)  have  been  only  $36,800,000,  certainly  a  modest 
amount  when  the  magnitude  of  the  railway  industry  is  taken 
into  consideration. 

"(3)  'This  surplus  is  large  in  gross  amount,  but  not  large 
when  reduced  to  a  relative  basis.  The  total  assets  and  total 
liabilities- of  the  railways  of  class  1,  on  December  31,  1920,  are 
given  below,  from  which  it  appears  that  the  surplus  was  only 
7.01  'per  cent  of  the  assets.  In  other  words,  against  every  dollar 
of  railway  assets  stands  92.99  cents  of  liabilities  of  one  form  or 
another,  leaving  only  7.01  cents  as.  the  stockholder's  equity  above 
the  par  value  of  his  holdings. 

Total  assets,   Class  I  railways.   1920 $26,254.477.390 

Total   liabilities,   Class   I   railways,    1920 24,413.992.344 

Profit   and   loss   balance J  1,840,485.046 

Ratio  to  total  assets   7.01% 

"Compared  to  the  average  industrial  corporation,  such  a 
showing  does  not  indicate  excessive  prosperity.  In  fact,  indus- 
trial corporations  that  accumulate  a  large  surplus  usually  reduce 
it  in  one  of  two  ways,  (a.)  either  by  making  large  dividend  dis- 
tributions in  cash  to  their  stockholders,  (b)  or  by  arbitrarily 
increasing  their  apparent  liabilities  by  declaring  large  stock 
dividends.  The  railways  are  virtually  stopped  from  employing 
either  of  these  two  methods,  but  must  carry  their  accumulated 
surplus  permanently  on  their  balance  sheets. 

"The  dividends  actually  paid  by  the  operating  railways  of 
class  1  from  1912  to  1920  were  as  follows: 
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Ktocal 1912 MM.M4.US 

1913 322.200. 4M 

1914 37«,0»».7I* 

1915 259.SW.520 

1916 2»l.m.J72 

Calendar  .  .1916 IM.17MI7 

1917 320.396.77* 

1918 27&.33«.&47 

1919 r7S.6K.tOS 

1920 271.7«,«0t 

Annual    average 1303.225.172 

"(4)  During  the  decade  from  July  1,  1911,  to  December  31. 
1920,  the  profit  and  loss  balance  of  operating  railways  of  claw  1 
Increased  from  $1,182,167,641  to  $1,840,485,046.  This  wan  an  in- 
crease of  $658,317,405,  or  $69.300,000  per  year.  Had  the  whole 
of  this  annual  surplus  during  the  period  been  paid  out  In  divi- 
dends, instead  of  being  put  back  into  the  property,  the  average 
dividend  rate  on  railway  stock  would  have  been  increased  from 
4.35  per  cent  to  5.29  per  cent,  or  by  less  than  one  per  cent. 

"Two  significant  comments  grew  out  of  this  situation:  (a) 
That  even  had  the  stockholders  absorbed  the  whole  unappro- 
priated surplus  in  dividends  to  themselves,  the  average  rate 
(6.29  per  cent)  would  have  been  moderate,  and  (b)  that  the 
margin  on  which  the  railways  were  operating  (5.29-4.35,  or  0.94 
of  one  per  cent)  was  very  small. 

"Again,  this  ten-year  increase  of  $658,317,405  in  unappro- 
priated surplus,  spread  over  the  period,  represents  a  ratio  to 
the  property  investment  of  only  0.40  of  one  per  cent  per  annum. 

"(5)  The  gist  of  the  matter  is  that  the  apparently  large 
accumulated  surplus  is  the  result  not  so  much  of  past  prosperity 
on  the  part  of  the  railways,  but  of  sacrifice  on  the  part  of  the 
investor  in  railway  securities,  particularly  the  railway  stock- 
holder. It  is  proof  positive  that  railway  managements  have, 
with  but  few  exceptions,  been  conservative  and  efficient  Had 
this  not  been  so,  the  stockholders  would  have  absorbed  all  the 
free  surplus,  railway  credit  would  perforce  have  been  weakened, 
fixed  charges  would  have  been  greater  than  at  present  (because 
the  railway  investor  would  have  demanded  a  higher  rate  of  in- 
terest), and  the  margin  of  safety  between  such  charges  and  net 
income  would  be  even  smaller  than  it  is  today." 

In  reply  to  a  statement  by  Mr.  Thorne  that  the  railroads 
added  to  their  surplus  last  year  alone  above  all  operating  ex- 
penses and  above  all  taxes,  and  all  interest  and  dividends  that 
were  declared,  "the  tidy  sum  of  $129,000,000,"  the  bureau  says 
the  net  increase  during  1920  in  the  profit  and  loss  credit  balance 
of  class  1  roads  was  $127,082,629. 

"Not  only  does  the  foregoing  discussion  of  accumulated 
surplus  apply  to  the  1920  surplus  as  well,"  it  says,  "but  there  is 
the  additional  fact  that  the  apparent  surplus  in  that  year  was 
to  an  unusual  degree  a  book  account,  representing  amounts  set 
up  as  credits  to  be  collected  from  the  government,  but  may  not 
be  realized  for  some  time.  *  *  *  Had  all  of  the  free  surplus 
that  was  added  to  the  books  in  1920  been  paid  out  in  dividends, 
the  average  (dividend)  rate  would  have  arisen  from  3.73  per 
cent  to  5.47  per  cent.  This  free  surplus  of  1920  represented 
0.79  of  one  per  cent  of  the  property  investment." 

Mr.  Thorne  said: 

The  railroads  in  the  country,  as  a  whole,  were  earning  in  1917 
practically  double  the  amount  per  mile  of  line  which  they  did  back 
in  1890,  when  the  Interstate  Commerce  Commission  was  commencing 
its  labors. 

The  bureau  replies  that  operating  income  (revenues  less  ex- 
penses and  taxes)  per  mile  operated  was  $2.056  in  1891  and  $4,- 
632  in  1917;  that  the  1891  average  was  based  on  all  railways 
and  the  1917  average  on  only  class  1  roads,  but  that  other  fac- 
tors had  also  greatly  increased.  Investment  per  mile  increased 
from  $59,675  in  1892  to  $74,500  in  1917,  it  says,  an  increase  of 
about  25  per  cent.  Ton-miles  per  mile  increased  from  502,705 
in  1891  to  1,698,825  in  1917,  an  increase  of  238  per  cent.  Pas- 
senger miles  per  mile  increased  from  79,642  in  1891  to  170,088 
in  1917,  an  increase  of  114  per  cent,  it  pointed  out. 

"Thus  the  railways,"  the  bureau  says,  "in  1917  performed  a 
relatively  much  greater  service  to  the  public  than  in  1891,  com- 
pared to  their  net  earnings.  Their  freight  service  per  mile 
much  more  than  trebled,  while  their  passenger  service  more 
than  doubled.  With  all  this  added  service,  the  rate  earned  by 
the  railways  on  their  investment  was  greater  than  6  per  cent  in 
only  one  year  in  their  history  (1916),  and  during  much  of  the 
period  under  review  was  below  5  per  cent." 

Mr.  Thorne  said: 

The  railroads,  as  a  whole,  in  the  United  States  In  1917  were  earn- 
ing a  rate  of  return  on  their  capital  stock  outstanding  almost  double 
that  which  they  earned  when  regulation  by  this  government  com- 
menced. 

The  answer  of  the  bureau  is  that  in  1888  the  ratio  of  rail- 
way dividends  to  outstanding  capital  stock  was  2.08  per  cent; 
in  1889  it  was  1.93  per  cent;  in  1890,  1.97  per  cent,  and  in  1891. 
2.05  per  cent;  that  several  of  these  years  represent  a  period  of 
great  business  and  financial  depression;  in  1917  it  was  4.24  per 
cent. 

"It  may  be  noted  in  this  connection,"  the  bureau  says,  "that 
between  1891  and  1917  the  aggregate  amount  of  railway  capital 
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stock  increased  from  14,450,649,027  to  $9,149,680,807,  or  105.6 
per  cent,  whereas  the  service  rendered  by  the  railways  increased 
386.6  per  cent  in  terms  of  ton-miles,  and  207.4  per  cent  in  terms 
of  passenger  miles.  Their  service  to  the  public  increased  rela- 
tively so  much  faster  than  their  capital  stock  that  they  were 
justified  in  expecting  a  greater  ratio  of  dividends,  and  in  any 
event  the  increase  from  about  2  per  cent  to  about  4*4  per  cent 
does  not  indicate  a  tremendous  access  of  railway  prosperity." 
Mr.  Thome  said: 

The  railroads,  somewhat  impatient  with  not  being  able  to  get 
all  they  wanted,  undertook  at  the  beginning  of  the  war,  and  again 
at  the  close,  to  make  some  radical  changes.  We  believe  they  were 
fundamentally  in  error,  and  we  now  earnestly  urge  a  restoration  of 
the  law  to  substantially  the  same  condition  in  which  it  existed 
before  this  upheaval  occurred  in  government  and  in  industry,  growing 
out  of  the  world  war. 

"The  changes  referred  to  were  not  made  by  the  railroads 
either  before  or  at  the  end  of  the  war,  but  such  changes  as  were 
made  came  about  through  acts  of  the  government  or  its  agencies 
throughout  the  period,  or  were  the  direct  or  indirect  result  of 
such  acts,"  the  bureau  comments.  "Mr.  Thome  urges  restora- 
tion of  the  law  as  it  existed  before  the  war.  Does  this  contem- 
plate repeal  of  the  Adamson  act,  as  well  as  the  transportation 
act  of  1920?  If  the  transportation  act  is  to  be  wiped  off  the 
statute  books  what  guarantee  would  be  offered  against  the  sud- 
den and  complete  disruption  of  the  transportation  machinery 
of  the  country?" 

Regarding  a  statement  by  Mr.  Thome  relative  to  declining 
prices  and  the  level  of  freight  rates,  the  bureau  said  the  truth 
was  that  the  railways  were  never  permitted,  during  the  period 
of  rising  prices,  to  increase  their  charges  to  anything  but  a 
fractional  proportion  of  the  prices  in  other  industries. 

"Non-regulated  industry,"  it  says,  "did  not  have  a  govern- 
ment agency  imposing  increased  expenses  on  the  one  hand,  and 
restricting  earnings  on  the  other  hand." 

This  view  is  reiterated  several  times  in  the  analysis. 

Commenting  on  a  remark  by  Mr.  Thome  to  the  effect  that 
the  Commission  "guessed  it  high"  (the  tentative  valuation  of 
$18,900,000,000  in  Ex  Parte  74),  the  bureau  says  the  Commission 
stated  the  property  investment  (1919)  as  $20,040,572,611,  and 
that  the  tentative  valuation  was  $1,140,572,611  less  than  the 
property  investment. 

"This  would  seem  to  indicate  that  the  Commission's  tenta- 
tive valuation  was  not  'high.' "  the  bureau  says. 

As  to  Thome's  charge  that  the  valuation  of  $18,900,000,000 
was  something  like  $2,000,000,000  greater  than  the  par  value  of 
all  the  stocks  and  bonds  outstanding  in  the  hands  of  the  public, 
the  bureau  says:  "Superficially,  Mr.  Thome's  statement  is  cor- 
rect, except  that  he  understates  the  par  value  of  outstanding 
railway  securities." 

On  December  31,  1919..  the  total  actually  outstanding  secur- 
ities of  the  railways  were  $20,042,690,246,  par  value,  while  the 
net  was  $16,939,515,522,  all  securities  held  by  the  railroads  as 
investments  having  been  excluded,  the  bureau  says,  adding  that 
Mr.  Thorne  failed  to  include  the  net  securities  of  switching  and 
terminal  companies,  which  in  1919  aggregated  $389,000,000  and 
which  are  included  in  the  foregoing  aggregate. 

"Mr.  Thome's  superficial  criticism  may  be  answered  in 
either  of  two  ways,"  the  bureau  says.  "(1)  The  fact  that  the 
net  amount  of  capital  securities  is  two  billions  below  the  tenta- 
tive valuation  of  railway  property  indicates  efficient  and  con- 
servative railway  management  in  the  past,  for  it  shows  that 
the  railway  properties  have  been  improved  and  added  to  in 
part  out  of  current  income,  and  at  the  expense  of  the  stock- 
holders, instead  of  from  the  sale  of  new  securities.  Had  the 
railway  companies  disbursed  all  their  net  income  in  the  shape 
of  dividends,  instead  of  putting  a  large  part  of  it  back  into  the 
property,  the  necessary  improvements  would  necessarily  have 
been  met  by  issuing  new  capital  securities,  which  in  turn  would 
largely  have  increased  the  annual  fixed  charges.  The  excess 
of  valuation  over  net  capitalization  is  nearly  two  billions.  In 
considering  this  spread  between  valuation  and  capitalization 
due  heed  must  be  paid  to  the  large  additions  to  railway  property 
(and  of  course  to  property  value)  made  out  of  net  income  and 
surplus  in  past  years,  and  not  capitalized  in  any  form.  (2) 
The  charge  of  'watered  stock'  has  been  more  frequently  made 
against  the  railways  than  the  charge  of  inflated  property  or 
book  investment  If  there  has  been  inflation  of  the  investment 
accounts,  the  Commission's  tentative  valuation  (being  $1140- 
000,000  less  than  the  investment)  would  certainly  have  taken 
care  of  such  Inflation,  and  yet  would  leave  a  wide  margin  over 
capitalization.  Furthermore,  Mr.  Thome's  argument  takes  no 
account  of  necessary  investment  in  materials  and  supplies 
(amounting  to  more  than  $600,000,000),  and  also  necessary 
working  capital,  against  none  of  which  capital  securities  are 
issued. 

"All  this  is  on  the  basis  of  accepting  Mr.  Thome's  figures 
as  superficially  correct.  Actually,  the  facts  are  quite  different 
Add  to  the  capital  outstanding  on  December  31,  1919  ($16939- 
515,552)  the  Director-General's  estimate  of  U.  S.  Railroad  Ad- 
ministration capital  expenditures  yet  to  be  funded  (virtually  all 
of  which  was  incurred  prior  to  December  31,  1919)  amount- 
ing to  $500,000,000,  and  the  total  becomes  approximately  $17- 


440,000,000.  The  gap  between  tentative  valuation  and  net  capi- 
talization is  thus  reduced  to  less  than  one  and  a  half  billions, 
which  is  more  than  accounted  for  by  value  added  to  railway 
property  in  past  years  by  re-investment  of  net  income  in  such 
property,  by  appreciation  in  values,  and  by  the  material  and  sup- 
ply and  the  working  capital  accounts." 
Mr.  Thorne  said: 

That  valuation  ($18,900,000,000)  is  almost  $7,000,000,000  greater 
than  their  market  value  (of  railway  stocks  and  bonds)  at  the  time 
the  appraisals  guessed. 

"This  statement  is  based  on  tabulations  made  by  Mr.  Thorne 
in  1920  for  hearings  before  the  Commission  in  Ex  Parte  74,  the 
accuracy  of  which  is  no  quick  method  of  verifying  or  testing," 
the  bureau  replies.  On  page  591  Mr.  Thorne  describes  how  his 
estimate  of  market  value  was  arrived  at,  being  72  per  cent 
of  the  par  value,  on  the  average. 

"Assuming  the  statement  to  be  correct,  Mr.  Thome's  reason- 
ing would  appear  to  be  as  follows:  When  the  railways  stated 
to  the  Commission  in  1920  what  their  revenue  needs  were,  and 
showed  how  inadequate  their  then  rates  were,  the  market  value 
of  their  securities  (which  were  depressed  because  of  the  very 
inadequacy  of  the  rates  of  which  they  complained)  should  have 
been  selected  as  the  criterion  of  their  value,  rather  than  the 
going  value  of  their  properties  under  normal  (i.  e.,  adequate- 
income)  conditions.  What  keeps  down  the  market  value  of 
railway  securities  now  is  not  any  lack  of  inherent  value  in  rail- 
way property,  but  the  seriously  depressed  conditions  of  the  past 
two  years,  coupled  with  the  uncertainties  of  the  future. 

As  to  a  statement  by  Mr.  Thorne  that  "Mr.  Poor  (presum- 
ably Henry  V.  Poor)  said  in  the  90's  that  three-fourths  of  the 
capital  stock  of  the  companies  was  issued  without  receipt  of 
any  actual  money  into  the  treasury  of  the  corporations,"  the 
bureau  says  that  even  accepting  the  Poor  estimate  as  correctly 
representing  conditions  in  1883  (reference  having  been  made 
to  testimony  by  him  before  a  congressional  committee  in  1885), 
two  facts  tend  strongly  to  overthrow  it  as  representative  of  the 
present  situation: 

"(1)  Much  of  the  'water'  that  may  have  existed  in  1883  has 
been  either  squeezed  out  in  the  process  of  reorganization  and 
consolidation  on  many  railways,  or  has  been  absorbed  in  the 
appreciation  of  railway  property  value  through  improvements, 
growth  of  property  value  in  general,  and  the  like;  (2)  the  great 
bulk  of  railway  stock  issued  since  1883  has  carried  a  valuable 
consideration,  and  today  represents  in  large  degree  an  invest- 
ment of  one  dollar  for  every  dollar  of  par  value." 

Mr.  Thorne  said: 

You  have  a  unanimous  opinion  of  the  Interstate  Commerce  Com- 
mission in  1911,  both  eastern  and  western  cases,  against  allowing  an 
increase  in  rates  for  the  purpose  of  taking  care  of  return  on  such 
property. 

.  The  bureau  construed  these  decisions  (eastern  and  western 
advance  rate  case  of  1910  and  decided  in  1911)  as  tacit  ad- 
mission on  the  part  of  the  Commission  of  the  right  of  the  rail- 
ways to  a  return  upon  invested  surplus  but  merely  stated  that 
this  right  was  not  a  complete  justification  of  the  reasonableness 
of  any  rate  increase.  What  was  really  meant,  the  bureau  said, 
was  that  rates  might  not  be  increased  to  produce  dividends  on 
the  added  investment,  but  if  this  added  investment  brought  ad- 
ditional business  and  profits,  then  the  stockholder  was  entitled 
to  earn  a  return  on  it. 
Mr.  Thorne  said: 

The  railroads  constitute  almost  the  only  Industry  In  America 
that  refrained  from  participating  in  that  decline,  and  instead  of  that, 
raised  their  rates  and  charges  during  that  year  (1920). 

In  reply,  the  bureau  says:  "Three  things  are  omitted  from 
this  statement:  (1)  That  the  railway  industry  was  the  only 
great  industry  -whose  charges  had  increased  only  25  'per  cent 
during  the  period  of  rising  prices,  (2)  that  the  railway  indus- 
try made  no  such  profits  as  other  industries  during  the  war 
period,  even  when  the  government  guaranty  is  taken  into  con- 
sideration, and  (3)  that  railway  labor,  nearly  two-thirds  of  the 
expenses  of  railway  operation,  had  through  government  auspices 
been  granted  relatively  much  greater  wage  increases  than  in 
unregulated  industries.  The  wage  increase  of  1920  was  made 
at  the  very  time  when  liquidation  was  starting  in  other  indus- 
tries. If  railway  liquidation  has  not  occurred  to  the  same  ex- 
tent as  in  other  industries,  it  is  largely  due  to  the  fact  that 
railway  wages  have  not  been  liquidated  to  any  great  extent,  and 
that  in  turn  is  due  to  the  fact  that  railway  wages  are  being 
held  up  by  a  government  agency." 

Mr.   Thorne  said : 

Railroad  labor  has  been  forced  to  take  a  decline  of  $400,000.000. 
and  yet  up  to  the  present  moment  the  railroad  corporations  have  not 
participated  in  a  general  decline. 

"The  wage  reduction  of  July  1,  1921,  was  probably  not  so 
much  as  $350,000,000  per  year,"  the  bureau  says.  "On  the  other 
hand,  rate  reductions  to  date  aggregate  probably  as  much  as 
$200,000,000  per  year.  Mr.  Thome's  statement  emphasized,  and 
probably  overstated,  the  wage  reduction,  and  failed  to  give  rate 
reductions  sufficient  emphasis. 

"Further,  had  there  been  no  rate  reductions  at  all,  the  wage 
reduction  was  not  sufficient  to  place  the  railways  on  anything 
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like  a  six  per  cent  basis.  For  the  first  ten  months  of  1921  (four 
months  of  which  Included  the  lower  wage  rates)  the  rate  of 
return  was  only  3.2  per  cent,  reduced  to  an  annual  basis,  or 
barely  enough  to  meet  the  interest  charges  on  railway  funded 
obligations. 

Mr.  Thome  claimed  that  farmers  In  the  west  were  work- 
ing at  from  5  to  25  cents  an  hour,  whereas  railroad  labor  is 
getting  an  average  of  61^  cents. 

"The  figure  as  to  farm  labor  undoubtedly  refers  to  an  em- 
ploying farmer's  own  net  receipts,  divided  by  his  hours  of  labor, 
and  not  to  the  going  rate  at  which  farm  labor  is  employed,"  the 
bureau  says.  "How  about  the  railway  stockholder's  return  on 
his  investment?  If  he  gets  nothing,  Is  he  not  worse  off  even 
than  the  farmer?  Mr.  Thorne  unconsciously  puts  his  finger  on 
the  crux  of  the  whole  matter  when  he  shows  how  high  the  aver- 
age rate  of  pay  is  for  railway  labor,  compared  with  what  the 
fanner  himself  earns.  This  high  rate  paid  to  railway  labor  ex- 
plains the  high  freight  rates  of  which  complaint  is  made." 

Mr.   Thorne  said : 

We  find  that  the  per  cent  of  maintenance  to  total  operating  ex- 
penses has  remained  very,  very  constant  during  the  past  seven  years, 
or  back  to  1914.  And  the  claim  that  they  have  been  slashing  main- 
tenance, we  think,  is  hardly  justifiable  by  the  facts. 

"Mr.  Thorne  is  hardly  justified  in  comparing  maintenance 
ratios  over  a  period  of  years,  without  taking  Into  account  the 
relative  increase  in  the  cost  of  maintenance  work  as  compared 
with  the  increase  in  cost  of  transportation,  particularly  that 
part  of  each  group  of  costs  represented  by  wages,"  the  bureau 
replies. 

"Taking  first  the  United  States  as  a  whole,  it  develops  that 
between  1916  and  1920  the  total  payroll  of  railways  of  class  1 
increased  151.8  per  cent.  Maintenance  labor,  however,  increased 
184.3  per  cent,  and  all  other  labor  130.0  per  cent.  How  much  of 
this  greater  increase  in  maintenance  labor  was  due  to  Increased 
rates  of  pay,  and  how  much  to  the  necessity  of  increasing  the 
force  because  of  a  greater  decline  in  morale,  it  Is  difficult  to 
say;  whatever  the  cause,  the  result  was  to  overweight  the  cost 
of  maintenance  work  as  compared  with  other  railway  work,  and 
to  destroy  the  exact  comparability  of  maintenance  ratios  from 
1914  on. 

"The  same  facts  hold  with  respect  to  the  western  district. 
The  total  payroll  increased  142.4  per  cent  between  1916  and 
1920,  maintenance  labor  increased  171.9  per  cent,  and  all  other 
labor  120.4  per  cent.  As  in  the  case  of  the  United  States,  the 
spread  between  maintenance  and  other  labor  is  most  marked. 

Turning  to  the  aggregate  cost  of  maintenance,  it  develops 
that  for  the  United  States  maintenance  expenditures  during  the 
ten  months  to  October  31  were  reduced  from  $2,181,562,000  in 
1920  to  $1,708,570,000  in  1921,  a  decrease  of  $472,992,000,  or  21.7 
per  cent.  In  the  western  district  the  corresponding  totals  were 
$841,864,000  in  1920  and  $646,717,000  in  1921,  a  decrease  of  $195,- 
147,000,  or  23.2  per  cent  During  these  periods,  the  higher  wage 
rates  were  effective  in  six  of  the  ten  months  of  1920,  and  in  six 
of  the  ten  months  of  1921,  so  that  the  labor  costs  of  the  two 
periods  may  be  regarded  as  approximately  comparable.  Wages 
absorb  nearly  two-thirds  of  total  operating  expenses.  Material 
costs  were  lower  in  1921,  although  the  railways  in  this  respect 
have  not  received  the  full  benefit  of  the  lowered  price  levels  of 
the  open  market.  Generally  speaking,  therefore,  the  reductions 
of  more  than  20  per  cent  in  maintenance  costs  in  19.21,  as  com- 
pared with  1920,  in  large  measure  reflect  actual  decline  in  main- 
tenance work. 

"Furthermore,  Mr.  Thome's  method  is  open  to  the  criticism 
already  noted  above,  namely,  that  maintenance  labor  costs  have 
increased  more  rapidly  than  transportation  and  other  labor 
costs,  and  that  a  mere  comparison  of  the  ratio  of  maintenance 
to  total  costs,  standing  by  itself,  does  not  tell  the  story." 


GLENN  PLUMB  TESTIFIES 

Tkt  Traffic  World  Washington  Bureau 

Glenn  E.  Plumb,  counsel  for  railway  employes,  testifying 
before  the  House  interstate  commerce  committee  on  the  pending 
bill  which  would  relieve  the  Commission  from  ascertaining  and 
reporting  the  cost  of  reproduction  of  carrier  lands,  said  that 
compilations  made  by  the  Commission  for  24  class  I  roads  in 
valuation  reports  disclosed  that  "there  is  nothing  of  value  be- 
hind the  $465,000,000  of  stock  outstanding  against  the  properties 
that  have  been  evalued  by  Commission  engineers." 

"Those  24  railroads,  Mr.  Plumb  said,  "have  now  had  com- 
plete tentative  valuations  served  upon  them  for  their  properties. 
These  railroads  comprise  29,055  miles  of  railways.  The  Com- 
mission reports  that  there  is  issued  and  outstanding  against 
these  properties  $930.000,000  of  bonds.  $465,000,000  of  stock,  and 
approximately  $57,000,000  of  current  indebtedness.  They  find 
that  the  local  final  value  of  all  of  these  properties  Is  $950,000,000. 
This  is  not  enough  value  to  pay  the  bonds  and  current  Indebted- 
ness, and  leaves  nothing  of  value  behind  the  $465,000,000  worth 
of  stock. 

"The  value  so  established  for  the  29.055  miles  discloses  an 
average  value  per  mile  of  $32,717,  and  if  this  be  taken  as  an 
index  of  the  total  value  of  railway  properties,  then  hy  multiply- 


ing 265,000  miles  of  railway  tracks  In  thin  country  by  this  av- 
erage value  per  mile,  we  would  get  a  fair  estimate  of  the  total 
value.  If  the  total  mileage  were  valued  on  thU  bails.  It  would 
disclose  a  total  final  value  of  all  of  the  railway  properties  In 
the  United  States  of  $8,668,000,000.  This  Is  $10.300.000,000  less 
than  the  value  fixed  a  year  ago  last  March  by  the  Commission 
as  the  basis  upon  which  the  railroads  should  be  entitled  to  earn 
6  per  cent,  the  basis  on  which  the  present  rates  are  fixed.  The 
amount  of  rates  permitted  on  this  excess  value  exceeds  $600,- 
000,000  a  year,  or  twice  the  amount  of  the  existing  deficits. 

"It  Is  generally  supposed  that  when  we  get  Into  the  great 
eastern  railways  the  valuations  will  Increase  sufficiently  to  over- 
come the  difference  between  the  values  already  established  and 
the  amount  of  capitalization.  The  railroads  are  capitalized  at 
a  little  in  excess  of  $77,000  per  mile  of  track.  As  we  come  Into 
the  eastern  territory,  where  land  values  are  so  high,  the  number 
of  tracks  per  mile  of  road  rapidly  Increases.  We  have  had  four- 
track  roads,  with  an  enormous  Increase  in  the  mileage  of  side- 
tracks, switches  and  terminals.  When  we  distribute  the  land 
value  over  this  Increased  number  of  tracks,  the  value  per  mile  of 
track  may  not  be  as  great  as  is  the  western  territory,  where  less 
valuable  lands  have  all  of  their  worth  concentrated  In  a  mile  of 
single  track.  If  the  present  earnings  of  the  railways,  which  are 
now  admitted  to  be  upwards  of  4  per  cent  per  annum  on  $18,800,- 
000,000,  were  calculated  .on  the  basis  of  $8,668,000,000,  It  would 
show  earnings  of  upwards  of  10  per  cent  net  on  the  actual  value 
of  their  properties.  And  if  the  railroads  were  not  now  demand- 
ing an  income  of  upwards  of  $600,000,000  on  this  value,  which  ap- 
parently does  not  exist,  they  would  not  only  have  ample  Income 
to  meet  a  fair  return  on  the  actual  value,  but  would  need  no  re- 
duction in  wages  to  make  up  the  alleged  deficits.  And,  further, 
they  could  grant  material  reductions  In  rates  without  disturbing 
the  present  level  of  either  wages  or  rate  of  return  on  the  actual 
value  of  their  existing  investments." 


GUARANTY  ACCOUNTS  CLOSED 

The  Traffic   World   Washington  Bureau 

In  a  report  by  Division  4  in  Finance  Docket  No.  1606,  in  the 
matter  of  final  settlement  under  section  209  of  the  transportation 
act,  1920,  the  Commission  has  provided  that  December  31,  1921, 
shall  be  the  date  as  of  which  all  accounts  pertaining  to  the  guar- 
anty period  (six  months  following  termination  of  federal  con- 
trol) shall  be  considered  closed  for  the  purpose  of  computing 
the  guaranty,  and  that  all  carriers  that  accepted  the  provisions 
of  section  209  shall  file  on  or  before  March  1,  1922,  final  state- 
ments of  amounts  due  to  them  or  to  the  United  States  there- 
under. The  Commission  said: 

More  than  a  year  has  elapsed  since  the  close  of  the  guaranty 
period,  and  there  appears  no  reason  why  for  the  purpose  of  final 
settlements  of  the  guaranty  reserve  accounts  created  to  reflect  ac- 
cruals pertaining  to  guaranty  period  transactions  should  not  now  be 
closed  out  by  adjustment  to  the  basis  of  actual  expenditures  pertain- 
ing to  the  guaranty  period  or  corrected  to  reflect  such  estimates  and 
adjustments  as  we  are  authorized  to  make  under  section  212  of  the 
transportation  act,  1920.  We  therefore  fix  December  31.  1921.  an  the 
date  as  of  which  all  reserve  accounts  pertaining  to  the  guaranty 
period  shall  be  thus  closed  out  or  corrected. 

For  the  purpose  of  the  guaranty,  charges  to  operating  expenses 
for  maintenance  will  be  limited  to  those  applying  to  work  done  be- 
tween March  1  and  August  31,  1920,  inclusive,  and  to  charges  accrued 
or  equalized  in  accordance  with  the  Commission's  accounting  rules. 
No  charges  for  deferred  maintenance  will  be  considered. 

Estimates  made  by  us  and  agreed  to  by  the  carrier  under  the 
provisions  of  paragraph  (b)  of  section  212  will  be  considered  as  actual 
expenditures  and  shall  be  so  treated  In  the  computation  of  operating 
expenses  for  the  guaranty  period. 

All  carriers  which  accepted  the  provisions  of  section  209  of  the 
transportation  act,  1920,  are  required  to  file  on  or  before  March  1, 
1922,  final  statements  of  accounts  due  to  them  or  to  the  United  States 
thereunder. 

In  our  order  of  June  10,  1920.  carriers  were  cautioned  that  while 
we  are  required  to  eliminate  and  restate  operating  expenses-  and 
revenues  for  the  guaranty  period  to  the  extent  necessary  to  correct 
and  exclude  any  disproportionate  or  unreasonable  charge  to  such  ex- 
penses or  revenues  for  such  period,  or  any  charge  to  such  expenses 
or  revenues  for  such  period,  which,  under  a  proper  system  of  ac- 
counting, is  attributable  to  another  period,  we  are  not  authorized  to 
initiate  or  include  any  charge  applicable  to  the  guaranty  period  which 
does  not  appear  on  the  carrier's  books  of  account  at  the  time  of  the 
guaranty  settlement.  But  in  the  adjustments  proposed  by  carriers  In 
the  return  to  our  order  of  October  18,  1920,  as  well  as  In  correspond- 
ence and  conferences  concerning  formulae  or  plans  for  determining 
maintenance  and  other  allowances  under  subdivision  (f)  of  section 
209,  many  carriers  have  disregarded  the  principals  which  we  then 
announced. 

This  error  Is  apparently  attributable  not  only  to  a  lack  of  ap- 
preciation, on  the  part  of  some  of  the  carriers,  of  the  fundamental 
differences  between  the  federal  control  period  and  the  guaranty  period 
in  the  method  of  settlement,  but  also  to  the  failure  to  realize  the 
fact  that  the  adjustments  of  paragraphs  (3)  and  (S)  of  subdivision 
(f)  are  solely  provisions  of  limitation  of  amounts  which  may  be 
charged  by  the  carriers  In  computing  railway  operating  Income  or  any 
deficit  therein  for  the  purposes  of  the  guaranty,  and  do  not  in  any 
sense  contemplate  allowances  for  such  purposes  in  excess  of  amounts 
actually  entered  on  the  carrier's  books  of  account  In  accordance  with 
our  accounting  rules. 

With  the  exception  of  showing  separately  Items  audited  In  the 
guaranty  period  which  pertain  to  other  periods  and  Items  audited 
In  other  periods  which  pertain  to  the  guaranty  period,  for  which 
provision  is  made  In  our  order  of  June  10.  1920,  the  accounts  for  the 
guaranty  period  and  for  Items  audited  in  other  periods  which  per- 
tain to  the  guaranty  period  should  be  kept  exactly  as  they  should 
have  been  kept  if  there  had  been  no  guaranty  in  effect.  In  the  com- 
putation of  railway  operating  income  or  any  deficit  therein  for  the 
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R.  R.  A.  FINANCES 

The  first  complete  statement  of  receipts  and  disbursements 
of  the  United  States  Railroad  Administration  from  January  1, 
1918,  to  November  30,  1921,  has  been  prepared  by  Director  Gen- 
eral Davis.  It  shows  total  receipts  from  appropriations  and  oth- 
erwise of  $3,478,872,550.23  and  an  unexpended  balance  of  $153,- 
380,880.42.  The  information  was  prepared  as  a  part  of  the  re- 
port made  by  the  Director  General  to  the  Senate  in  response  to 
the  LaFollette  resolution.  The  statement  follows: 


guaranty  period  for  the  purposes  of  section  209  we  shall  treat  the 
provisions  of  subdivision  (f)  of  that  section  as  provisions  limiting 
our  consideration  to  the  amounts  actually  charged  on  the  carrier's 
books  of  account  under  the  accounting  rules  prescribed  by  us  pur- 
suant to  section  20  of  the  interstate  commerce  act,  and  we  shall  not 
for  the  purposes  of  the  guaranty  make  or  permit  any  increase  of  or 
addition  to  charges  actually  on  the  books  in  accordance  with  our 
accounting  rules. 

In  the  case  of  deferred  debits  and  credits  which  cannot  as  of 
December  31,  1921,  be  definitely  determined,  carriers  will  be  required 
to  submit  estimates  of  the  net  effect  of  any  and  all  of  such  items  for 
our  action  under  paragraph  (b)  of  section  212  of  the  transportation 
act,  1920. 

Under   the    provisions    of   subdivision    (h)    of   section    209    of   the  "  Sixtv-fi     iT  Congress     S     3752     Fed- 
transportation  act,  we  have  certified  to  carriers  advances  amounting  „•.„!  p0ntrni    art     annrnvpri  'March 
to  $263,935,874,  and  under  the  provisions  of  section  212  of  the  act  we  21    1918                                                        $50000000000 
have  certified  partial  payments  in  the  amount  of  $165,872,775.05,  mak-  <sivt'v  sivth'  rnnpVpos.-l-° 
ing  a  total  for  advances  and  partial  payments  combined  of  $429,808,-  H    RY  5312,  deficiency  appropria- 
tion   act!     approved    June     30, 

The  sum  of  advances  and  partial  payments  so  certified   is  more  1919    750,000,000.00 

than  two-thirds  of  the  total  amount  estimated  by  us  as  necessary  to  H.   R.    10453,    transportation   act, 

make  good  the  guaranty  to  all  carriers.     We  are  required  to  make  a  1920  (sec.  202),  approved  March 

definite  ascertainment  for  partial  payment  purposes  as  clearly  as  we  28,   1920*    200,000,000.00 

are   required   to   make   a   definite   ascertainment   in   final   settlements.  H.  R.  13677,  deficiency  appropria- 

We  shall  require  all  carriers  which  accepted  the  provisions  of  section  tion  act,  approved  May  8,  1920      300,000,000.00 

209  of  the  transportation  act,  1920,  to  file  with  us  on  or  before  March  $1,750,000,000.00 

1,   1922,   final   statements  of  amounts  due   to  them   or  to  the   United    '  Loans  repaid  by  carrier  corporations,  se- 

States,  as  the  case  may  be,  under  the  provisions  of  section  209,  and          curities  sold,   and  interest  collections 315,931,018.92 

as  a  general  rule  no  further  partial  payments  will  be  certified  until  Indebtedness    of   nonfederally    controlled 

the  Information  necessary  for  a  final  settlement  is  a  hand.     A  com-          railroads    1,147,519.76 

plete   set   of   forms   for   making  the   final    returns   required   is   hereto  Funds    transferred    from    Federal    man- 
attached  marked  ".Forms  for  final  return  of  amounts  due  to  or  from  agers  and  carrier  corporations  as  trus- 

the  United   States  under  the  provisions  of  section   209  of  the  trans-          tees  for  the  director  general 800,738,858.79 

portation  act,  1920."  Loan  from  War  Finance  Corporation 50,000,000.00 

By  our  orders  of  October  18,   1920,   and   January   5,   1921,   we   re-  Transportation  collected: 

quired  carriers   to  furnish   certain   information   to   enable   us   properly  ^?ar  Apartment   .21,705, 986. Jl 

to  discharge  the  duties  imposed  upon  us  under  the  guaranty  provisions  ?.1'?--'I1S'2! 

of  section   209.     By   our  report   concerning   maintenance   expenses   in  Post  offlce  Department    65,575,832.03 

Finance  Docket  No.  1176,  issued  July  12,  1921,  we  indicated  the  general  298,641,614.18 

principles  for  fixing  the  maximum  charges  to  operating  expenses  for      American  Railway  Express  Co 184,392,116.79 

maintenance   under  the  act.  Adams  Express  Co 

Upon   consideration   of  the   returns   to   our   orders   of   October   18,  w^nsJCFarfroCI&eCo 

1920,    and   January    5,    1921,    and    as    a    result    of    investigations    made  Cash 'navments    hv   naVrYoV  '  Anrnm4>Virm«  ' ' 

for  the   purposes  of  the  definite   determinations   required   for   partial  for  additions  and   betterments                                                    1  <  4fi9  w>  nn 

payments  under  section  212  of  the  act,  in  addition  to  the  facts  con-  Ca.sh   payments    bv   carrier ^cerebrations' 

sidered   in   Finance   Docket   No.    1176,    Maintenance    Expenses    Under  i£r  fltoc™                                                                                               S9i«n7n<>» 

Section  209,  we  are  of  the  opinion  that  the  allowances  for  differences  Interest  on  hank  balances                                                                       a'lsi  WMJ 

that  may  exist  between  the  cost  of  labor  and  material   for  the  test  liberty   loan   bonds           sfeJ-rpd'Vn'waV 

period  and   for  the  guaranty  period,   respectively,    cannot   practicably  F?nance    Corooration                                                                       17  -w  m  i 

be  made  upon  the  basis  of  any  rigid  rule  or  formula,  but  these  allow-  Miscellaneous                                                                                           7sna%7- 
ances  must  be  fixed  by  us  in  the  exercise  of  a  reasonable  Judgment 

upon  consideration  of  all  the  relevant  facts  and  circumstances.  Payments    to    carrier    corporations    and 

As   we   have   pointed    out   in   our   report    in   Finance   Docket    No.  receivers: 

1176.   there  are   some   items  of  maintenance   for  which   no   allowance  Loans,  including  funding 28512234671 

should  be  made  on  account  of  changes  in  cost  of  labor  and  material.  Advances -on  compensation   1  482  679'808'89 

We   therefore  announce  the  following   rule   for  adjustment   of  differ-  Open   accounts   and-  miscellaneous      141,749  210  32 

ences  in  cost  of  labor  and  material  in  establishing  the  amounts  which  Final     settlements     with     carriers 

will  be  fixed  by  us  as  amounts  which  shall  not  be  exceeded  in  charges  under  Federal  control   f!30  908  411  80 

to   operating   expenses   for   maintenance   of   way   and   structures    and  Final  settlements   with   other   car- 

for  maintenance  of  equipment,  for  the  purposes  of  the  guaranty:  riers    1,170,844.67 

There   shall  first  be  deducted  from  the  maintenance   expenses   of  • '—    2,041,630,622.39 

the  test  period  all  amounts  included  therein  for:   (a)  depreciation,   (b)  Funds  transferred  to  Federal  managers  and  to  carrier 

retirements,   (c)  insurance.  corporations  as  trustees  for  the  director  general,  for 

The  remainder,  after  being  adjusted  for  differences  in  amount  and      Acquisition  °of  hpau?nm^nV°nS SDHJHilHi 

use  of  property  maintained,  shall  be  multiplied  by  a  factor  represent-      Inland  waterwaT?a  3?H?K52H§ 

ing  the  increase  in  the  general  level  of  cost  of  labor  and  material  for  ofTnan  V™™'  w»V 'TJMnonV '  W"                                18,511,140.06 

the  territories  In  which  the  lines  of  railway  of  the  carrier  are  situ-  inferest  thereon                         Finance  Corporation  and 

ated.     To  the  product  thus  arrived  at  shall  be  added  back  the  deduc-       inVI,.isf     v, i  X""^. '„"":, 50,929.452.05 

tions  hereinabove  provided  for,  adjusted  for  differences  in  amount  a^d  carnire    bureau68'   Canadian   Broads . . . 

/or  use  of  property  maintained.    The  resulting  sum  will  be  the  amount  Administration  pay"  rb'lis ' ' 

3f  maintenance  of  way  and  structures  and  maintenance  of  equFpnSit6  Rau!!fro1i°US 10,510,200.36 

The   methods   of   adjustment   for   differences    in    amount   and    use    of  n   Trpa< 

property  are  indicated  separately  for  maintenance  of  way  and  struc-  director   B-PI?,  rni  credit  of 

tures  and  for  maintenance  of  equipment  in  the  forms  hereto  annexed.  Unex^endef  teTance '  "of '  apprbpria-       43'664'022'21 

Carriers  in  presenting  their  claims  or  statements  of  amounts  due  tions    108  71fi  8«  91 

to  or  from  the  United  States  under  the  guaranty  will  be  required  to  i-?«ni 

state  under  oath  the  increase  in  cost  of  labor  and  material  for  their 

-espective  territories  and  may  support  these  statements  by  such  sta-  Grand  total   «,  ,7o  S7,  „„  „ 

sties  and   representations   as   may   to   them   appear   proper.     In   the  'Does  not  include   the   disbursements  "in"spttlPmWntnf  th=    <„ 

P-T?!6"^"?"  ?f,such  cases  i*  should  be  borne  in  mind  that  the  fact  ments,  decrees  and  awards  for  which  ---«"•--"-"     ?*  ,?f.th 

of  206  (e)  and  210  (e)  of  the  transportatii 

Is  disbursements, 

in-  tDoes  not  include  final  settlements 

^made:-     The  VrteSrictaaiiy  paid' ta^ltherlJertod' may Te'Sected  IsT'lSlX!"'428'09'     T°ta'  settlements  agreed  upon  tO-Nov."30: 

r^atnceradaop^d,COor?PbtyenoCthe°rf  ^l^S^V&SSto'to    'nerved  The  Ae^B  °*  ibe  estimate  of  the  Director  General  that  the 

cost  of  labor  or  material.    What  we  construe  the  proviso  to  mean  and  government  owed  the  railroads  as  of  December  1,  $750  670  588  69 

what  we  find  to  be  practicable  in  a  settlement  of  these  matters  con-  follow: 

s  a  determination  of  changes  in  the  general  levels  of  cost  of  Unpaid  compensation    .  »971  n,n  ...  „ 

^^«^§a^-::^™««S 

called  for  by  exhibit  E.  in  the  list  of  forms  hereto  Innexed      These  re-      Equipment  retirements' '.'.'.'.'. 

Materials  and  supplies   •'.'.'.'.'.'.'.  .'.'...'.'.'"•"'.!".!     19228041  IS 

_.  ™.  „.  „«„>,. ...c  d.iu  delay  involved  in  any  elaborate  statistical  55,476,132.33 

nr,T.hefftJ!<"Ja?Ce8,  f°r   Increased   compensation  provided   for  in   sec-  ...$750,670,588.69 

tlon  4  of  the  federal  control  act  will  be  computed  upon  rates  definitely 
approved  by  the  President  In  each  case.  The  treatment  to  be  ac^  L-  &  N-  BONDS. 

nn]atPrtChvaL'°wa4lcef  '?  /if81?0.,1  of,  retlrements  will  be  that  con-  Tne  Commission  has  authorized  the  Louisville  &  Nashville 

SS^iSfi!  °-trhaV«  33ftM££JXS£&&   P°er "SSt^id88^'75?'000*  °,f  fir1and  refunding  mortgage  ^ 

standard  contract"  do  not  agree  with  the  provisions  of  the  act     The  ?     g°A   bonds   at  not  less   than   96   per  cent  of  par  and 

?oad    maL  wWhnteh0wJn'Ae  '!lnl,ted  *£  add't1°ns  and  betterments  to      *cc?ued  interest  and  to  procure  the  authentication  and  delivery 

aa,    maae   With   the   approval   of   or   by   order  of   the   President    anri       ^v  *^A  t™,r,+~«  «*  »ir  o/>n^^      »  «      . 
completed   and   In   operation   on   or  before   midnight   on  February   29 

dl&  aTh»°heqUfl?meIJt  del'vered  ""3  in  operation  on  or  before  said 
date.  The  benefits  of  section  4  will  be  extended  to  those  oarriprs 
which  were  released  from  federal  control  • pftor  to  March °1.  1920,  as 

J-ral  control  until  that  date 

if     thp     Orflpr     to     hA     icQii  Ari      tn  '      ' * — —  -      .......,,--,  ,i  -     i*i»v*     u^v»,^»  iti\ru  LS» 

*M«£Srj  conges    to  set-      SST^SIJ?^-  ^-l^?™01'88101?  def erred  action  9n  a  request  of 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of   Transportation 

Questions  of  Interest  to  Traffic  Men 


GOOD  RAILROAD  SERVICE 

Kditor  The  Traffic  World: 

I  heartily  agree  with  Mr.  Simmons's  letter  as  published  in 
your  December  10  issue.  The  railroads  should  certainly  be 
given  credit  for  the  good  points  accomplished,  the  same  as  they 
\\cre  knocked  for  their  bad  points. 

Car  loaded  at  Detroit,  routed  Michigan  Central,  care  of 
Lackawanna  at  Buffalo,  carded  to  Syracuse,  was  forwarded  from 
Windsor,  Ont,  at  4:20  p.  m.,  December  8.  It  was  necessary  for 
this  car  to  be  handled  through  the  interchange  from  Michigan 
Central  to  Lackawanna  at  Buffalo;  also  the  train  in  which  car 
was  forwarded  at  Buffalo  changed  engines  at  Blmira  and  then 
car  was  switched  out  of  this  train  at  Binghamton  and  made  up 
in  a  Syracuse  division  train,  car  being  placed  on  our  private 
siding  at  8:30  a.  m.,  on  the  morning  of  December  10,  this  mak- 
ing a  40-hour  movement  from  Windsor,  Ont.,  to  our  side  track. 
I  certainly  consider  this  excellent  service. 

Brown-Lipe-Chapin  Company, 
A.  J.  Shandorf,  Traffic  Manager. 

Syracuse,  N.  Y.,  December  15,  1921. 


Editor  The  Traffic  World: 

With  reference  to  letter  of  Mr.  Simmons  published  in  the 
Open  Forum  of  The  Traffic  World,  December  10: 

When  we  stop  to  consider  the  service  and  treatment  ship- 
pers were  given  during  government  control  of  the  railroads  and 
the  service  and  treatment  being  given  by  those  same  railroads 
since  being  passed  back  to  their  owners,  the  writer  quite  agrees 
with  Mr.  Simmons  that  shippers  should  not  hesitate  to  give  our 
railroad  friends  credit  for  their  good  work;  and  in  line  there- 
with, the  writer  would  call  your  attention  to  the  following: 

Our  Mr.  Yeager,  who  recently  entered  the  employ  of  this 
corporation,  loaded  his  household  goods  at  Norwalk,  Ohio,  late 
Monday  afternoon,  November  28,  in  car  Wheeling  &  Lake  Erie 
No.  22381,  which  car  was  routed  via  Bellevue,  Ohio,  N.  Y.  C.  & 
St.  L.,  Buffalo,  N.  Y.,  Lackawanna. 

About  9:30  a.  m.  on  Friday,  December  2,  the  Lackawanna 
freight  office  at  Hoboken,  N.  J.,  called  the  writer  on  the  tele- 
phone, advising  that  this  car  was  in  Hoboken  and  ready  for 
delivery. 

From  Norwalk,  Ohio,  to  Hoboken,  N.  J..  via  the  route  traveled 
by  this  particular  car,  it  is  656  miles  and  fourth  morning  delivery 
of  same  is  what  we  term  "service." 

We  desire  to  state  that  the  above  car  was  not  traced  and 
no  effort  made  to  expedite  same;  in  fact,  our  Mr.  Yeager  would 
have  been  perfectly  satisfied  if  this  car  had  not  reached  Hoboken 
until  ten  or  fifteen  days  after  shipment,  due  to  the  fact  that  he 
was  having  considerable  difficulty  in  finding  an  apartment,  on 
account  of  the  extreme  housing  shortage  in  this  vicinity. 

At  this  time,  we  would  also  state,  our  shipments  from 
Philadelphia  and  Hartford  routed  via  Lackawanna,  Nickel  Plate; 
Lackawanna,  Wabash  or  Lackawanna,  Pere  Marquette,  are  arriv- 
ing in  Chicago  regularly  on  the  fifth  morning  after  shipment. 

While  our  railroad  friends  are  to  be  congratulated  on  the 
speedy  return  of  the  railroad  service  to  normalcy,  the  service 
being  rendered  is  nothing  more  than  we  knew  we  would  receive 
when  the  railroads  were  returned  to  private  operation  and 
ownership. 

S.  K.  F.  Industries,  Inc., 
E.  A.  Cooper,  Traffic  Manager. 

New  York,  N.  Y.,  December  14,  1921. 


LABOR  AS  A  COMMODITY 

Editor  The  Traffic  World: 

I  have  just  read  Mr.  Cobb's  letter  in  your  issue  of  Decem- 
ber 10,  and  I  would  like  to  give  you  the  viewpoint  of  a  railroad 
man  himself.  I  think  Mr.  Cobb  is  rather  severe  on  all  rail- 
road labor.  At  least,  that  Is  my  opinion,  for  It  sure  cut  me 
to  the  bone  when  I  read  his  article. 

While  I  am  only  a  young  man,  and  my  statements  may 
not  be  given  much  weight,  still  I  would  like  to  say  that  all 
railroad  labor  is  not  as  Mr.  Cobb  classifies  it.  There  are  ten 
clerks  in  the  office  where  I  work,  and  I  believe  there  is  not  a 
single  one  but  what  takes  an  interest  In  his  work. 

As  for  myself,  and  I  believe  I  am  speaking  as  well  for  the 
others,  I  find  a  great  deal  of  pleasure  in  my  work.  I  have  been 
in  this  one  department  for  almost  four  years,  and  have  worked 
at  all  the  different  desks.  But  my  present  job,  as  division  clerk, 
I  like  best.  One  can  always  learn  something  new,  and  that  Is 


especially  true  when  someone  encourages  you,' as  the  agent  here 
encourage*  all  the  clerks  In  his  office  to  ask  questions,  and  to 
ask  all  they  think  of.  That  kind  of  stimulant  is  the  greatest 
incentive  to  an  honest  day's  labor.  And  the  more  you  learn, 
the  more  interesting  your  work  becomes;  and  as  one's  mind 
broadens  he  discovers  there  is  still  more  to  learn. 

I  admit  it  is  true  that  there  are  some  classes  of  labor,  as 
Mr.  Cobb  states,  and  there  always  will  be  some  men,  that  will 
be  and  can't  help  but  be,  boomers.  But  let  the  employer,  the 
foreman,  the  boss,  encourage  the  rest  of  them,  and  then  see 
what  a  lot  of  real  good  co-operation  will  do.  I  am  doing  some 
spare  time  studying  now,  but  what  has  helped  me  most  to  take 
an  interest  in  my  work  has  been  my  boss,  asking  me  to  ask  him 
all  the  questions  I  wanted  to. 

Let  the  employer  encourage  the  employe,  and  the  employe 
will  put  forth  every  ounce  of  effort  to  reward  the  employer  with 
an  honest  day's  labor.  That,  in  conclusion,  is  my  secret  of  co- 
operation. 

Henry  Frederickson,   Division   Clerk. 
Union  Pacific  R.  R. 

Laramie,  Wyo.,  December  13,  1921. 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

I  have  read  several  articles  with  reference  to  "Misquotation 
of  Rates,"  in  recent  issues  of  The  Traffic  World  and,  being  in- 
terested, feel  that  there  should  be  some  steps  taken  to  protect 
the  interest  of  the  shippers  In  this  particular  instance. 

The  party  damaged  by  reason  of  the  fact  that  he  had  relied 
on  a  quotation  of  rates  as  being  the  lawfully  published  tariff 
rate  should.be  protected  to  the  extent  of  his  loss. 

Of  course,  to  accomplish  this  it  would  be  necessary  to  amen-1 
the  act  to  regulate  commerce,  and  I  believe  it  should  be  amended 
so  as  to  accomplish  the  desired  results. 

My  idea  would  be  something  similar  to  the  following: 
Where  a  carrier  subject  to  the  Act  to  Regulate  Commerce  la 
found  guilty  of  misquotation  of  rates  and  the  party  receiving  the 
erroneous  quotation  has  suffered  a  loss  thereby,  the  party  damaged 
shall  be  reimbursed  to  the  amount  of  their  loss,  and  In  addition  a 
fine  of  not  less  than  five  times  the  amount  reimbursed  should  be 
imposed,  which  would  accrue  to  the  I'.  K.  government. 

Where  a  shipper  has  some  recourse  he  will  not  hesitate  to 
bring  pressure  to  bear  for  recovery,  but  as  the  act  now  reads,  he 
merely  says,  "What's  the  use,"  takes  his  loss,  and  trusts  to  luck 
on  the  next  quotation. 

H.  L.  Harp,  Traffic  Manager, 
Mississippi  County  Elevator  Co. 
Charleston,  Mo.,  December  17,  1921. 


CONSOLIDATION  REPORT 

The  Traffic   World   Waikington  Bureau 

A  long  step  toward  controlling  arrangements  between  car- 
riers that  look  like  consolidations  so  that  .consolidations  will 
take  place  only  in  accordance  with  the  Commission's  general 
consolidation  plan,  when  adopted,  it  is  believed,  was  taken  when 
the  Commission  made  a  report  in  Finance  docket  No.  1108.  In 
that  case  the  Commission  denied  the  application  of  the  Pitts- 
burgh &  West  Virginia  Railway  Company  to  issue  $7,400,000  of 
its  capital  stock  and  to  assume  obligation  and  liability  in  respect 
of  securities  to  be  issued  in  connection  with  the  purchase  by 
the  applicant  company  of  the  property  and  franchises  of  the  West 
Side  Belt  Railroad  Company.  The  denial  was  based  on  the 
ground  that  the  proposed  issue  of  stock  and  the  proposed  as- 
sumption of  obligation  and  liability  were  not  for  a  lawful  ob- 
ject, because  the  applicant  had  not  obtained  authority  for  the 
acquisition  of  the  West  Side  Belt  Railroad  under  section  6  of 
the  Interstate  commerce  act. 

The  Pittsburgh  ft  West  Virginia  owns  all  the  stock  of  the 
West  Side  Belt  It  desired  to  eliminate  that  company  so  aa  to 
save  bookkeeping,  because  the  properties  of  the  two  companies 
are  operated  now  as  a  single  property.  Therefore,  It  applied 
under  paragraph  18  of  section  1,  for  a  certificate  of  public  con- 
venience and  necessity  to  acquire  the  belt  railroad  and  operate 
it.  That  application  was  made  in  Finance  Docket  No.  1107.  The 
Commission  dismissed  the  proceeding  on  the  ground  that  the  pro- 
posals did  not  fall  within  the  prohibitions  of  that  paragraph. 
The  Commission  added  that  the  Pittsburgh  A  West  Virginia 
had  not  sought  approval  or  authority  for  the  acquisition  under 
any  other  provision  of  the  act,  especially  paragraph  2,  of  section 
5,  which  says: 
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Whenever  the  Commission  is  of  the  opinion,  after  hearing,  upon 
application  of  any  carrier  or  carriers  *  *  *  that  the  acquisition 
•  •  •  by  one  of  such  carriers  of  the  control  of  any  other  carrier 
or  carriers  either  under  a  lease  or  by  the  purchase  of  stock  or  in  any 
other  manner  not  involved  in  the  consolidation  of  such  carriers  into  a 
single  system  for  ownership  and  operation  will  be  in  the  public  inter- 
est, the  Commission  shall  have  authority  to  approve  and  authorize 
such  acquisition  under  such  rules  and  regulations  and  for  such  con- 
sideration and  on  such  terms  and  conditions  as  shall  be  found  by  the 
Commission  to  be  Just  and  reasonable  in  the  premises. 

The  Commission  construed  ihe  word  "consolidation"  in  a 
broad  sense  as  meaning  almost  any  arrangement  for  bringing 
two  things  together;  it  also  held  that  the  authority  to  permit 
arrangements  betwjeen  carriers  was  not  intended  merely  to 
exempt  them  from  the  operation  of  anti-trust  laws. 

It  held  that,  undoubtedly,  congress  intended  that  it  should 
formulate  a  general  scheme  for  consolidation  and  make  every 
arrangement  whereby  two  carriers  were  brought  together  to 
conform  to  the  plan  so  made.  Commissioner  Potter  dissented. 

In  support  of  its  contention  that  the  Pittsburgh  &  West  Vir- 
ginia, if  it  desires  to  eliminate  the  West  Side  Belt,  must  apply 

for  permission  under  section  5,  the  Commission  said: 

t 

The  intent  of  the  provisions  may,  we  think,  be  determined  by  ref- 
erence to  internal  evidence.  Paragraphs  (4)  and  (5)  provide  most 
elaborately  for  the  preparation  and  adoption  by  the  Commission  of  a 
"plan  for  the  consolidation  of  the  railway  properties  of  the  con- 
tinental United  States  into  a  limited  number  of  systems."  In  the 
division  into  such  systems  "competition  shall  be  preserved  as  fully  as 
possible  and  wherever  practicable  the  existing  routes  and  channels  of 
trade  and  commerce  shall  be  maintained."  It  is  further  provided 
that  the  "several  systems  shall  be  so  arranged  that  the  cost  of  trans- 
portation as  between  competitive  systems  and  as  related  to  the  values 
of  the  properties  through  which  the  service  is  rendered  shall  be  the 
same,  so  far  as  practicable,  so  that  these  systems  can  employ  uniform 
rates  in  the  movement  of  competitive  traffic  and  under  efficient  man- 
agement earn  substantially  the  same  rate  of  return  upon  the  value 
of  their  respective  railway  properties."  When  we  have  agreed  upon 
a  tentative  plan  of  this  character,  it  must  be  given  "due  publicity," 
including  notice  to  the  governor  of  each  state,  and  all  persons  must 
be  heard  who  may  flle  or  present  objections.  Thereafter,  and  not 
until  then,  the  final  plan  may  be  adopted  and  published. 

Obviously,  the  preparation. and  adoption  of  a  plan  of  consolidation 
under  such  instructions  from  Congress  require  deliberate  and  careful 
consideration  of  every  railway  property  of  the  "continental  United 
States"  from  competitive,  financial,  commercial,  and  other  points  of 
view,  so  that  each  such  property  may  with  nicety  be  fitted  into  its 
appropriate  place  in  the  final  scheme.  Obviously,  also,  many  con- 
solidations which  are  not  barred  by  the  restraining  provisions  of  the 
"anti-trust  laws"  or  other  federal  or  state  statutes  may  be  wholly 
inconsistent  with  the  plan  and  destructive  of  its  purpose.  Yet,  if 
consolidations  of  this  kind  can  now  be  lawfully  effected  without  our 
approval,  the  conclusion  is  inevitable  that  the  carriers  may  ignore 
section  5  with  impunity  under  similar  circumstances,  after  the  plan 
has  finally  been  adopted,  and  thus  bring  quick  disaster  to  its  entire 
structure.  It  is  impossible  to  believe  that  it  was  the  intent  of  Con- 
gress to  prescribe  with  such  care  the  method  by  which  this  elaborate 
and  comprehensive  program  shall  be  formulated  and  the  principles  by 
which  it  shall  be  governed,  and  at  the  same  time  leave  open  a  door 
by  which  at  any  time  it  may  be  wrecked. 

And  the  same  may  be  said  of  the  intent  of  paragraph  (2),  for  if 
carriers  are  permitted  to  gain  control  of  one  another  without  our 
approval  by  means  falling  short  of  consolidation  and  In  a  manner 
which  is  out  of  harmony  with  the  ultimate  plan  of  consolidation,  to 
that  extent  the  difficulties  in  the  way  of  the  consummation  of  the 
plan  will  be  increased  and  the  probability  will  be  diminished  that  it 
may  ultimately  be  accomplished  through  voluntary  action  of  the 
carriers. 

Beyond  question,  in  the  development  of  the  transportation  act, 
1920,  as  a  constructive  measure  for  the  solution  of  the  railroad  prob- 
lem, great  importance  was  attached  by  Congress  to  the  ultimate  con- 
solidation of  the  carriers  into  a  limited  number  of  great  systems,  well 
balanced  financially  and  of  similar  earning  power,  but  competing  with 
each  other  and  maintaining  the  existing  channels  of  trade  and  com- 
merce. In  our  opinion  it  was  the  intent  of  Congress  that  complete 
control  over  the  situation  should  be  in  our  hands,  so  that  the  working 
out  of  this  constructive  policy  might  be  safeguarded  in  every  possible 
way,  and  so  that  consolidations  or  other  union  of  interests  might  not 
be  effected  without  our  consent. 

Nor  is  the  language  of  section  5  inconsistent  with  this  conclu- 
sion. In  Lewis'  Sutherland  on  Statutory  Construction  it  is  said,  at 
pages  1149-1150: 

"A  direction  contained  in  a  statute,  though  couched  in  merely 
permissive  language,  will  not  be  construed  as  leaving  compliance  op- 
tional, when  the  good  sense  of  the  entire  enactment  requires  its  pro- 
visions to  be  deemed  compulsory." 

But  it  Is  unnecessary  to  rely  upon  this  principle  of  construction, 
for  when,  in  paragraph  (6),  it  is  provided  that  "it  shall  be  lawful"  to 
consolidate  under  certain  conditions,  this  is  but  another  way  of  saying 
that  consolidations  in  disregard  of  those  conditions  shall  be  unlawful. 
And  in  like  manner,  when  it  is  provided  in  paragraph  (2)  that  we 
may  authorize  the  acquisition  by  one  carrier  of  control  of  another  in 
any  manner  falling  short  of  consolidation,  whenever  we  are  of  opin- 
ion that  such  acquisition  "will  be  In  the  public  interest,"  this  is  equiv- 
alent to  saying  that  authority  for  the  acquisition  shall  not  exist  under 
other  conditions. 

If  it  had  been  intended  that  these  provisions  of  section  5  should 
merely  afford  a  mean's  of  escaping  from  the  restraints  of  the  "anti- 
trust laws"  and  other  state  or  federal  statutes,  much  simpler  ma- 
chinery would  have  been  devised  for  accomplishing  the  purpose.  The 
"plan  of  consolidation"  is  incompatible  with  such  an  Interpretation 
of  the  section  and  embodies  a  policy  of  far  greater  breadth  and  vision. 

We  conclude  and  find,  therefore,  that  the  proposed  issue  of  stock 
and  the  proposed  assumption  of  obligation  and  liability  are  for  an 
object,  namely,  the  purchase  by  applicant  and  the  sale  by  the  Belt 
Company  of  the  property  and  franchises  of  the  latter,  which  cannot 
lawfully  be  accomplished  without  our  authority  under  the  provisions 
of  section  5  of  the  interstate  commerce  act.  Until  such  authority  is 
secured  the  application  must  be  denied.  This  conclusion  makes  it 
unnecessary  to  consider  in  other  respects  the  propriety  of  what  is 
proposed. 


RAILWAY  REVENUE 

The  Traffic   World   Washington  Bureau 

The  official  statement  of  the  Commission  on  operating  rev- 
enues and  expenses  for  200  class  1  roads,  including  16  switching 
and  terminal  companies,  for  October  and  the  ten  months  ended 
with  October,  shows  that  the  net  railway  operating  income  for 
October  was  $105,453,360  as  compared  with  $86,641,023  in  Oc- 
tober, 1920,  and  for  the  ten  months,  a  net  of  $496,855,523  compared 
with  $6,004,962  in  the  same  period  of  1920. 

The  ratio  of  expenses  to  revenue  dropped  from  82.04  per 
cent  In  October,  1920,  to  74.20  per  cent  in  October  this  year,  and 
from  94.50  per  cent  for  the  ten  month  period  in  1920,  to  83.04  per 
cent  for  the  corresponding  period  this  year. 

The  roads  in  the  eastern  district  had  a  net  of  $36,387,876  in 
October  as  compared  with  $28,925,605  in  October,  1920,  and  the 
operating  ratio  dropped  from  85.30  per  cent  in  October,  1920,  to 
78.29  per  cent  in  October  this  year.  For  the  ten  months  these 
roads  had  a  net  of  $180,613,865  as  against  a  deficit  of  $123,697,354 
in  the  same  period  in  1920.  The  operating  ratio  dropped  from 
100.23  per  cent  in  1920  to  85.34  in  the  1921  period. 

The  carriers  in  the  Pocahontas  region  had  a  net  of  $4,346,971 
as  against  a  net  of  $4,934,504  in  October,  1920.  The  operating 
ratio  dropped  from  76.43  per  cent  in  October,  1920,  to  71.98  per 
cent  in  October  this  year.  In  the  ten  months  the  carriers  had  a 
net  of  $27,271,292  as  against  a  net  of  $16,025,834  in  the  1920  period. 
The  operating  ratio  dropped  from  89.67  per  cent  in  the  1920  period 
to  78.88  per  cent  in  the  1921  period. 

The  carriers  in  the  southern  district,  exclusive  of  the  Poca- 
hontas region,  had  a  net  of  $10,467,356  in  October  as  against  a  net 
of  $6,528,412  in  October,  1920.  The  operating  ratio  dropped  from 
87.66  per  cent  in  October,  1920,  to  78.10  per  cent  in  October  this 
year.  In  the  ten  months  the  carriers  has  a  net  of  $39,586,709  as 
against  a  net  of  $17,279,155  in  the  1920  period.  The  operating 
ratio  dropped  from  93.24  per  cent  in  the  1920  period  to  87.57  per 
cent  in  the  1921  period. 

The  roads  in  the  western  district  had  a  net  of  $54,251,157  in 
October  as  against  a  net  of  $46,252,502  in  October,  1920.  The  op- 
erating ratio  dropped  from  77.25  per  cent  in  October,  1920,  to 
69.09  per  cent  in  October  this  year.  In  the  ten  months  the  car- 
riers had  a  net  of  $249,383,657  as  against  $96,397,327  in  the  1920 
period.  The  operating  ratio  dropped  from  88.96  per  cent  in  the 
1929  period  to  79,43  per  cent  in  the  1921  period. 


D.  T.  &  I.  REVENUES 

The  Traffic   World   Washington  Bureau 

Reports  from  the  Detroit,  Toledo  &  Ironton,  the  Henry  Ford 
railroad,  covering  operating  revenues  and  expenses  for  Sep- 
tember and  October,  were  received  by  the  Commission  this  week, 
after  having  been  delayed  while  Mr.  Ford's  accountants  had 
up  with  the  Commission  the  question  of  whether  the  road  could 
be  relieved  of  furnishing  all  the  detailed  information  called  for 
under  the  Commission's  rules.  The  road  was  required  to  com- 
ply with  the  rules,  however. 

The  reports  show  that  the  road  had  a  net  operating  income 
for  September  of  $46,749  and  for  October,  $15,191.  These  nets 
were  lower  than  any  reported  for  the  preceding  months  in 
which  Mr.  Ford  has  had  control  of  the  property.  He  took  over 
the  actual  management  in  March,  1921. 

The  net  in  March  was  $77,985.  It  took  a  big  jump  in  April, 
reaching  $276,452,  reflecting  a  diversion  of  Ford  traffic  to  the 
road.  Thereafter,  however,  there  was  a  steady  decline  in  net, 
as  shown  by  the  following  table: 

Operating  Operating  Oper.  Ratio  Net  Oper. 

..Month                                     Revenues  Expenses  per  cent  Income 

March,    1921    $439,052  $352,970  80.4  $77,985 

April    697,491  395,816  66.7  276,452 

Mfty   744,406  422,328  56.7  263.293 

June 713,527  376,383  52.7  261. 259 

July    744,498  444,794  59.7  187395 

A«S"St    763,840  548,246  71.8  70i643 

September    759,757  572,278  75.3  46,749 

October    652,438  514,504  78.8  15,191 

In  May  the  net  'began  to  go  down  in  spite  of  an  increase  in 
gross  operating  revenues.  In  August  the  net  was  $70,643,  al- 
though the  revenues  had  increased  by  over  $300,000,  as  com- 
pared with  the  March  revenues.  In  September  and  October 
there  was  a  decrease  in  the  revenues,  which,  in  part,  accounts 
for  the  reduction  in  the  net.  The  increase  in  wages  made  effec- 
tive July  1  by  Mr.  Ford  also  had  an  effect  on  the  expenses. 

In  the  ten  months  ended  with  October  the  D.  T.  &  I.  had 
a  net  of  $887,596,  as  compared  with  a  deficit  of  $1,097,265  in 
the  same  period  of  1920. 


EFFECTIVE  DATE  POSTPONED 

The  effective  date  of  cancellation  of  C.  F.  A.  T.  B.  Tariff 
No.  228,  making  rules  and  regulations  governing  combination 
rates,  has  been  postponed  until  June  1,  1922. 


CONSOLIDATED   CLASSIFICATION    DOCKET 

In  the  Traffic  Bulletin  of  December  24  is  published  Docket 
No.  9  of  the  Consolidated  Classification  Committee,  for  hearings 
of  the  Official,  Southern,  and  Western  Classification  committees 
in  Chicago,  January  10-13;  New  York,  January  17;  and  Atlanta, 
January  25. 
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Personal  Notes 


Edward  P.  Gaines,  who  was  recently  appointed  general 
manager  and  rate  and  traffic  expert  for  the  East  Texas  Cham- 
ber of  Commerce,  Mount 
Pleasant,  Tex.,  has  been 
active  in  the  study  of 
rates  and  traffic  since 
the  beginning  of  his 
business  career.  In  1906 
he  organized  and  became 
president  and  general 
manager  of  the  Gaines- 
R  a  m  a  g  e  Company,  a 
wholesale  merchandise 
and  brokerage  business, 
at  Texarkana,  Ark.,  op- 
erating a  milling  and  im- 
porting enterprise  in  con- 
nection therewith.  He 
has,  in  connection  with 
his  business  ventures, 
carried  a  rate  adjust- 
ment bureau,  auditing 
extensively  for  the  ele- 
vators and  jobbers  of  his 
territory,  with  particular 
attention  to  milllng-in- 
transit  problems.  He  was 
employed  by  a  group  of 

Arkansas  jobbers  in  the  Arkansas  refund  case,  in  1913,  and 
has  followed  practically  every  rate  controversy  dealing  with 
Texas  and  the  Mississippi  River  crossings  in  the  last  ten  years. 
He  will  represent  the  East  Texas  Chamber  of  Commerce  at  the 
general  rate  inquiry  before  the  Commission. 


J.  A.  McNaughton,  formerly  traffic  manager  for  the  Cudahy 
Packing  Company,  Chicago,  has  been  appointed  traffic  manager 
for  the  Stock  Yards  Company,  Los  Angeles.  He  is  succeeded 
as  traffic  manager  for  the  Cudahy  company  by  J.  W.  Robb. 
B.  E.  Reed  has  been  appointed,  assistant  traffic  manager,  suc- 
ceeding C.  O.  Cornwall,  who  resigned  to  become  traffic  man- 
ager for  the  California  Fruit  Growers'  Exchange,  Los  Angeles. 

J.  W.  Bomgardner,  for  ten  years  traffic  manager  for  the 
John  A.  Roebling  Sons  Company,  Trenton,  N.  J.,  has  been  ap- 
pointed assistant  general  freight  agent  for  the  North  Atlantic 
&  Western  Steamship  Company  at  Philadelphia. 

C.  E.  Jefferson  has  been  appointed  general  freight  agent, 
western  lines,  for  the  Canadian  Pacific  Railway  at  Winnipeg, 
succeeding  W.  C.  Bowles,  who  was  promoted. 

Hugh  Hardin  has  been  appointed  commercial  agent  for  the 
Illinois  Central  at  Kansas  City,  succeeding  C.  E.  Stailey,  who 
has  been  appointed  assistant  general  freight  agent  for  the  Illi- 
nois Central,  Yazoo  &  Mississippi  Valley  Railroad,  at  Memphis. 

H.  J.  Thomas,  formerly  assistant  traffic  manager  for  the 
United  Chemical  and  Organic  Products  Company,  the  Central 
Chemical  Company  and  the  Calumet  Fertilizer  Company,  has 
been  appointed  traffic  manager  for  the  Calumet  Fertilizer  Com- 
pany, at  New  Albany,  Ind. 

R.  P.  Kyle  has  been  appointed  general  agent  for  the  El 
Paso  &  Southwestern.  Morenci'  Southern  Railway,  at  Phoenix, 
succeeding  L.  H.  Trimble,  who  has  been  appointed  general  agent 
for  these  lines  at  Los  Angeles. 

Girvan  N.  Snider,  coal  traffic  manager  for  the  New  York 
Central,  will  be  associated  with  Dickson  &  Eddy  as  general 
manager,  after  January  1,  1922. 

John  A.  Morgan,  for  several  years  secretary  of  the  Slack 
Cooperage  Manufacturers'  Association,  and  more  recently  affili- 
ated with  the  Chamber  of  Commerce  of  Houston,  Tex.,  died  at 
his  home  in  Houston  recently. 

H.  A.  Jones,  formerly  traffic  manager  for  the  Columbian 
Steel  Tank  Company,  has  been  appointed  traffic  manager  for 
the  Rudy-Patrick  Seed  Company,  Kansas  City,  Mo. 

DOINGS  OF  THE  TRAFFIC  CLUBS 

.  The  speaker  at  the  Christmas  meeting  of  the  New  York 
Traffic  .Club,  which  will  be  held  at  the  Waldorf-Astoria  Hotel, 
December  27,  will  be  Henry  A.  Palmer,  editor,  The  Traffic 
World,  whose  subject  will  be  "Traffic  Clubs — Their  Opportunity." 
Special  holiday  features  are  on  the  program.  President  T.  T. 
Harkrader  has  announced  the  membership  of  various  commit- 
tees, of  which  the  following  are  chairmen:  Speakers'  committee, 
F.  H.  Plaisted,  assistant  director  of  traffic,  Southern  Pacific: 
entertainment  committee,  Philip  Croxton,  traffic  manager.  P. 
Lorillard  Company;  publicity  committee,  W.  F.  Richardson, 
assistant  freight  traffic  manager,  Baltimore  &  Ohio:  editorial 
board.  J.  H.  Butler,  manager  loss  and  damage  department. 
American  Railway  Express  Company;  public  affairs  committee, 


W.  J.  L.  Banham,  general  traffic  manager,  Otis  Klevator  Com- 
pany; membership  committee,  8.  L.  Parrott.  general  agent 
freight  department.  Chicago.  Hock  Inland  ft  Pacific;  auditing 
committee,  W.  A.  Bishop,  manager,  U.  8.  Worsted  Company 
reception  committee,  C.  A.  Arentzen,  general  eastern  freight 
agent.  D.  L.  &  W.  Railroad. 


The  Industrial  Traffic  Club  of  the  Niagara  Frontier  gave 
a  Christmas  party  at  the  Lafayette  Hotel.  Buffalo.  December  19 
The  party  was  followed  by  a  meeting  at  which  Frank  E.  Wil- 
liamson was  selected  to  represent  the  club  at  the  general  rate 
inquiry  before  the  Commission  In  January. 

At  the  annual  meeting  of  the  Traffic  Club  of  New  England, 
held  at  the  Copley-Plaza  Hotel,  December  12,  the  following  offi- 
cers were  elected:  President,  Oerrit  Fort,  vice-president  Bos- 
ton &  Maine;  vice-presidents,  L.  Wildes,  port  agent.  Ocean 
Steamship  Company  of  Savannah;  C.  B.  Baldwin,  manager  trans- 
portation department.  United  Shoe  Machinery  Corporation;  F. 
W.  Hunt,  traffic  manager,  Chase  &  Sanborn;  Richard  Hackett, 
assistant  to  vice-president.  New  York,  New  Haven  ft  Hartford; 
secretary-treasurer,  P.  L.  Stuart,  New  England  agent,  Great 
Lakes  Transit  Corporation;  directors,  W.  O.  Wright,  transporta- 
tion manager,  Associated  Industries  of  Massachusetts;  Charles 
A.  Anderson  general  agent,  Judson  Freight  Forwarding  Company; 
J.  P.  Hach,  traffic  manager,  L.  C.  Chase  &  Co.;  J.  R.  Vlets, 
transportation  department,  General  Electric  Company;  A.  E. 
Allen,  General  freight  agent,  Boston  &  Albany;  Sidney  J.  Jack- 
son, manager.  International  Mercantile  Marine  Company;  Frank 
H.  Wheeler,  New  England  agent,  Delaware  &  Hudson  Company. 

STEEL  CAR  SEALS 

The  accompanying  illustration  shows  a  self-contained  safety 
car  seal  which  is  rapidly  coming  into  favor.  It  Is  made  of  steel 
and  formed  by  punching  suitable  openings  through  the  strips, 
nicking  them  at  certain  places  and  trimming  at  one  end  to 
form  a  perforated  tee  projection.  Each  seal  is  stamped  with  the 
name  or  initials  of  the  user  and  a  serial  number.  The  method 
of  applying  is  clearly  shown  by  the  illustration.  When  locked, 
the  seal  possesses  considerable  strength  against  the  effect  of  a 


SAMPLE 


DETAILS  OF  SEAL  AND  LOCKING   METHOD 

direct  pull,  and  to  break  it  in  this  way  involves  considerable  dif- 
ficulty. To  remove  It  by  unlocking,  however,  involves  the 
straightening  out  of  the  numbered  end  and  of  the  angles  formed 
at  the  nicks  in  the  steel.  This  causes  complete  breakage  at  the 
nicks  and  at  the  tee  slot.  It  Is,  therefore,  impossible  to  remove 
and  re-apply  the  seal.  The  absence  of  a  seal  following  any  at- 
tempt to  tamper  with  it  causes  investigation,  which  discourages 
attempts  to  enter  cars  bearing  this  type  of  seal. 

The  small  space  in  which  the  seals  may  be  packed,  because 
of  their  uniform  thickness,  makes  it  possible  to  store  a  large 
quantity  in  safe  places  where  they  may  be  kept  under  lock  and 
key,  with  less  opportunity  for  theft  than  is  likely  to  exist  with 
more  bulky  seals.  The  seals  are  made  by  the  Edgar  Steel  Seal 
&  Manufacturing  Company,  Lawrence,  Kan. 


SOUTHERN  RAILWAY  BONDS 

Authority  has  been  granted  by  the  Commission  to  the  South- 
ern Railway  Company  to  procure  authentication  and  delivery  to 
its  treasurer  of  $5,225.000  of  development  and  general  mortgage 
4  per  cent  gold  bonds  to  be  held  in  the  treasury  until  the  further 
order  of  the  Commission.  The  Commission  said  it  appeared 
that  during  the  period  from  July  1,  1917,  to  December  31.  1920. 
the  company  had  made  expenditures  aggregating  $25.962.548.98 
of  which  $5,000,000  were  capitalized  during  1920.  leaving  $20.962.- 
538.98  not  heretofore  capitalized.  The  authority  was  sought  to 
procure  authentication  and  delivery  of  $5.000,000  of  bonds  for  the 
calendar  year  1921  in  respect  of  part  of  those  expenditures.  The 
additional  $225.000  of  bonds  cover  payment  and  redemption  of 
equipment  obligations. 
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SHIP   SUBSIDY   PLAN 

The  Traffic   World   Washington  Bureau 

The  committee  of  experts  appointed  by  the  Shipping  Board 
to  work  out  a  plan  for  a  ship  subsidy,  representatives  of  ship- 
owners, operators,  and  shipbuilders,  and  members  of  the  Ship- 
ping Board,  with  Chairman  Lasker  presiding,  held  a  closed 
ping  Board,  with  Chairman  Lasker  presiding,  were  to  hold  a 
mendations  to  be  made  to  President  Harding  for  national  aid 
for  the  American  merchant  marine.  The  owners,  operators,  and 
builders  were  to  be  represented  by  the  American  Merchant 
Marine  Joint  Committee.  The  meeting  was  postponed,  however, 
because  members  of  the  latter  committee  were  unable  to  come 
to  Washington. 

This  committee  has  been  at  work  on  tentative  proposals, 
as  has  the  Shipping  Board  committee  of  experts.  The  confer- 
ence is  for  the  purpose  of  going  over  the  proposals.  The 
Shipping  Board  exerts  have  been  working  on  a  plan  which 
would  provide  for  a  percentage  of  the  import  duties  collected 
by  the  federal  government  to  be  turned  over  to  American  ships. 
This  plan  is  favored  by  President  Harding.  The  idea  is  to  give 
such  aid  that  will  result  in  American  ships  getting  at  least  50 
per  cent  of  the  import  and  export  business. 

It  has  not  been  settled  whether  the  plan  to  be  finally  adopted 
will  be  labeled  a  "subsidy."  There  appears  to  be  a  disposition 
to  avoid  the  use  of  that  word  if  possible.  Chairman  Lasker, 
in  his  recent  speech  at  Milwaukee,  used  the  phrase  "national  aid," 
and  President  Harding,  it.  is  understood,  looks  with  favor  on  the 
use  of  the  word  "remuneration." 

It  appears  to  be  settled  that  the  Administration  will  urge 
that  American  ships  shall  get  50  per  cent  of  the  immigrant  pas- 
senger business  coming  into  the  United  States  as  a  means  of 
aiding  American  ships.  President  Harding  and  Secretary  of 
Labor  Davis  are  said  to  favor  that  proposal 


PORT  TO  PORT  RATE  CONTROL 

The  Traffic   World   Washington  Bureau 

Officials  of  the  Shipping  Board  who  have  been  considering 
changes  in  the  Shipping  Act  of  1916  with  regard  to  control  over 
port-to-port  rates  in  interstate  commerce,  in  order  to  enable  the 
division  of  regulation  to  prevent  rate  wars  among  the  ship  op- 
erators in  the  intercoastal  service,  believe  the  situation  could  be 
met  by  eliminating  the  word  "maximum"  in  the  second  para- 
graph of  section  18  of  the  act  and  the  addition  of  several  words. 
The  trouble  has  been  that  although  carriers  file  maximum 
rates  with  the  division  of  regulation,  they  have  not  been  barred 
from  charging  a  lower  rate. 

The  second  paragraph  of  the  act  reads  as  follows: 

Every  such  carrier  shall  file  with  the  board  and  keep  open  to 
public  inspection,  in  the  form  and  manner  and  within  the  time  pre- 
scribed by  the  board,  the  maximum  rates,  fares  and  charges  for  or 
in  connection  with  transportation  between  points  on  its  own  route; 
and  if  a  through  route  has  been  established,  the  maximum  rates, 
fares  and  charges  for  or  in  connection  with  transportation  between 
pomts  on  its  own  route  and  points  on  the  route  of  any  other  carrier 
by  water. 

By  eliminating  the  word  "maximum"  where  it  appears 
above,  it  is  pointed  out,  the  carrier  would  be  required  to  file 
the  exact  rates,  fares  and  charges  instead  of  the  maximum  rates, 
etc. 

The  third  paragraph  of  the  section  reads  as  follows: 

No  such  carrier  shall  demand,  charge  or  collect  a  greater  com- 
pensation for  such  transportation  than  the  rates,  fares  and  charges 
filed  in  compliance  with  this  section,  except  with  the  approval  of  the 
board  and  after  ten  days'  public  notice  in  the  form  and  manner  pre- 
scribed by  this  board,  stating  the  increase  to  be  made;  but  the  board 
for  good  cause  may  waive  such  notice. 

In  this  section  it  is  proposed  to  add  the  words  "or  less"  af- 
ter the  words  "a  greater,"  so  that  a  less  charge  than  the  pub- 
lished rate  could  not  be  made  without  approval  of  the  board. 

It  is  also  proposed  that  the  law  shall  provide  that  the  car- 
riers must  give  notice  of  reductions  in  rates. 

The  officials  of  the  board  have  had  the  proposed  changes  up 
with  representatives  of  the  United  American  Lines,  the  Lucken- 
bach  Company  and  the  North  Atlantic  &  Western  Steamship 
Company. 

No  decision  has  been  reached  to  make  definite  recommenda- 
tions to  Congress  along  the  lines  outlined  above  but  officials  who 
look  with  favor  on  the  proposed  changes  say  they  are  necessary  if 
the  board  is  to  control  the  situation. 


ARGENTINE  POSTAL  AGREEMENT 

The  postal  authorities  of  the  United  States  and  Argentina, 
according  to  the  U.  S.  Postal  Bulletin,  in  order  to  avoid  incon- 
venience and  unnecessary  expense  to  the  sender  for  storage  and 
statistical  charges  on  undeliverable  parcels  from  the  United 
States  to  Argentina,  have  agreed  on  the  following  regulations, 
effective  January  1,  1922: 

The  gender  of  each  package  for  Argentina  is  required  to  mark 
the  cover  either  "If  undeliverable,  abandon,"  or  "If  undeliverable 
return  at  the  sender's  expense."  which  indications  will  be  entered  on. 


the  parcel  bills  prepared  by  the  dispatching  exchange  office  of  New 
York  as  evidence  of  the  wishes  of  the  sender. 

Parcels,  the  senders  of  which  indicate  that  their  return  is  desired, 
after  remaining  unclaimed  by  the  addressee  for  60  days,  will  be 
exempt  from  payment  of  storage  charges;  a  statistical  charge  will 
be  levied  where  the  value  of  the  contents  of  the  package  is  declared, 
those  parcels  without  value  being  exempt  from  statistical  charge. 
The  statistical  charge  is  fixed  at  75  cents.  United  States  currency, 
provided  the  undeliverable  package  is  unquestionably  returned  within 
three  months  of  its  receipt  at  destination. 

Parcels  marked  "If  undeliverable.  abandon,"  will  be  turned  over 
to  the  Argentine  customs  officials  to  be  sold  at  auction  to  defray  the 
expenses  of  handling.  Parcels  not  marked  to  be  returned  after  60 
days  will  be  treated  as  abandoned.  All  parcels  not  properly  marked 
will  be  returned  by  the  New  York  postmaster  to  the  office  from  which 
they  have  been  mailed. 

PRICE  OF  CARGO  STEAMERS 

"The  price  of  new  cargo  steamers  in  the  open  market  is 
back  to  $315  a  deadweight  ton,  the  usual  pre-war  price,"  said  E. 
S.  Gregg,  chief  of  the  transportation  division  of  the  Department 
of  Commerce.  "Three  new  cargo  vessels,  one  of  6,800  dead- 
weight tons,  one  of  8,250  tons,  and  the  third  of  9,250  tons,  have 
been  sold  in  England  at  from  $34  to  $36  a  dead-weight  ton,  with* 
the  pound  sterling  converted  into  dollars  at  $3.75.  The  highest 
price  paid  for  a  cargo  vessel  of  more  than  5,000  dead-weight 
tons  and  not  over  10  years  of  age  since  July,  1,  1921,  was  $60. 
An  8,700-ton  vessel,  five  years  old,  brought  only  $11  a  ton. 

"The  ex-German  Cap  Polonio,  20,597  gross  tons,  built  in  1914, 
and  one  of  the  finest  combination  passenger  and  cargo  steamers 
of  the  Hamburg  South  America  Line,  was  repurchased  by  that 
company  from  the  British  Shipping  Controller  for  $28  a  gross 
con." 


CANADIAN  MARKING  REGULATIONS 

The  Canadian  Department  of  Customs  and  Excise,  has 
published  revised  regulations  for  the  administration  of  the 
provision  of  the  1921  amendment  of  the  customs  tariff  act  of 
1907,  which  regulations  will  become  operative  January  1.  The 
part  of  the  amendment  of  importance  to  Americans  who  send 
commodities  into  Canada  is  that  which  requires  that  all  goods 
imported  into  Canada  which  are  capable  of  being  marked, 
stamped,  branded,  or  labelled  without  injury  shall  be  marked 
etc  in  legible  English  or  French  words,  in  a  conspicuous  place 
*  *,  so  as  to  indicate  the  country  of  origin."  The  revision  is 
known  as  No.  9  Revised  Supplement  A.  It  is  necessary  for 
those  interested,  however,  also. to  have  No.  9,  file  104411,  dated 
August  4,  1921.  The  supplement  or  revision  is  dated  October 
24.  It  contains  interpretations  and  concrete  examples. 

Unless  the  Canadian  officials  are  hyper-technical,  it  is  be- 
lieved they  will  be  glad  to  furnish  copies  of  the  regulations  to 
Americans  who  write  for  them.  The  highly  technical  rule  to 
govern  communications  between  the  government  of  one  country 
and  citizens  and  subjects  of  another  is  for  the  American  to 
write  to  his  own  state  department  for  permission  to  write  to 
the  foreign  government  or  to  its  diplomatic  agent  in  this  coun- 
try— namely  the  British  ambassador  in  Washington.  The  em- 
bassy has  a  department  of  external  affairs  of  Canada  in  charge 
of  M.  M.  Mahoney  who  has  shown  himself  to  be  extremelv 
desirous  of  obliging  those  who  desire  to  know  about  the  reg- 
ulations. A  letter,  however,  to  the  Department  of  Customs  and 
Excise,  at  Ottawa,  without  doubt,  it  is  believed,  would  bring 
copies  from  Commissioner  R.  R.  Farrow. 

In  a  brdad  way  of  speaking  the  law  requires  everything 
that  can  be  marked  to  be  marked,  either  in  French  or  Eng- 
lish, in  such  way  that  the  buyer  can  know  that  what  he  is  buy- 
ing was  made  in  the  United  States,  if  he  is  buying  American 
goods.  Containers  made  in  the  United  States  intended  to  be 
filled  with  goods  not  made  in  America  are  to  be  marked  so  the 
buyer  will '  know  that  the  contained  was  made  south  of  the 
border. 

With  regard  to  parts  to  be  used  in  repairing  a  machine  or 
machinery,  they  need  not  be  marked  if  the  machine  or  ma- 
chinery in  which  they  are  to  be  used  has  been  marked.  Other- 
wise, paragraph  18  of  the  original  regulations,  dated,  August  4, 
appears  to  require  that  the  part  be  marked.  If  that  is  the 
meaning  of  the  paragraph,  parts  for  machines  not  marked  will 
be  subject  to  a  penalty  charge  for  not  being  marked  and  of  the 
cost  of  marking  after  detention  by  the  customs  authorities. 
The  paragraph  in  question  reads  as  follows: 

The  following  goods  will  not  be  required  to  be  marked  with  the 
indication  of  country  of  origin,  viz.:  *  «  «  Partly  or  completely 
manufactured  parts  for  use  as  repairs  to  articles  made  in  Canada  or 
imported  and  already  indelibly  marked  with  other  country  of  origin. 

The  name  to  be  used  is  the  French  or  English  name,  not 
the  name  the  country  applies  to  itself.  It  will  not  be  sufficient 
for  a  manufacturer  in  Michigan  or  Massachussetts  to  use  only 
the  name  of  the  state.  He  must  use  either  United  States  of 
America  or  the  initials,  U.  S.  A.  Inasmuch  as  either  French 
or  English  may  be  used  in  Canada  the  man  who  is  marking 
bis  goods  may  use  either  "Made  in  United  States  of  America" 
or  "Fait  en  Etats  Unis."  Japan  may  not  use,  "Fait  en  Nippon." 
t  may,  however,  use  "Fait  en  Japon."  The  only  exception  to 
the  rule  is  that  "Made  in  England,"  or  Scotland,  or  Ireland  may 
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be  used  instead  of  "Made  in  the  United  Kingdom  of  Oreat 
Britain  and  Ireland."  Owing  to  the  two  languages  part  of  the 
law,  German  manufacturers  may  stamp  stuff  going  Into  Canada 
"Fait  en  Allemagne,"  so  that  the  Canadian  who  uses  only  Eng- 
lish may  not  know  that  he  Is  using  something  made  by  the  re- 
cent enemy. 

Another  general  rule  Is  that  the  chemicals  and  things  that 
generally  move  into  Canada  in  tank  cars  need  not  be  marked, 
obviously  because  they  do  not  come  within  the  terms  of  the 
statute,  "capable  of  being  marked."  Raw  materials  such  as 
lumber,  ores,  and  other  things  are  also  exempt,  the  idea  being 
merely  to  enable  the  ultimate  buyer  to  know  the  source  of 
origin. 


EXPORT  COAL  RATES 

The  Traffic   World   Washington  Bureau 

Suggestion  by  Secretary  Hoover  and  the  coal  mine  operators 
that  the  Commission  participate  in  an  effort  to  bring  about  an 
understanding  whereby  the  railroads  will  reduce  export  rates  on 
coal  one  dollar  a  ton  to  enable  Americans  to  retain  markets  that 
have  been  falling  under  British  competition,  has  aroused  a 
pointed  discussion  among  the  commissioners  and  those  who 
have  been  doing  business  with  the  rate-making  body.  In  sub- 
stance, the  request  was  that  the  Commission  join  with  parts  of 
the  executive  branch  of  the  government  in  promoting  foreign 
trade.  The  question  is  as  to  whether  a  body  having  judicial 
functions  should  participate  in  such  a  plan. 

No  question  was  raised  about  the  propriety  of  what  Presi- 
dent Harding  and  Secretary  Hoover  have  been  doing  to  pro- 
mote domestic,  as  well  as  foreign,  business.  The  query  is  as  to 
whether  the  Commission  should  participate  in  conferences  of 
that  kind.  The  question  arises  because,  in  the  event  the  Com- 
mission participated  and  expressed  any  views,  even  if  the  Com- 
missioners so  participating  limited  their  views  by  saying  they 
were  based  on  only  the  information  in  hand  and  were  personal 
and  not  official,  shippers  not  receiving  the  benefit  of  reduced  ex- 
port or  domestic  rates  might  raise  the  point  that  their  interests 
had  been  sacrificed  by  the  judgments  expressed  in  the  con- 
ferences at  which  rates  had  been  agreed  on  or  suggested. 

During  the  war  the  boot  and  shoe  men  suggested  that  it 
was  not  fair  to  them  to  allow  the  exportation  of  coal  while  for- 
bidding or  hampering  the  exportation  of  products  made  by  using 
coal  in  American  steam  plants.  That  argument,  it  is  recognized, 
could  be  made  against  nearly  every  export  rate  that  was  lower 
than  the  lowest  domestic  rate.  Not  at  all  export  rates  could  be 
attacked  in  that  way  because  many  of  them  were  made  simply  to 
equalize  the  ports,  the  measure  of  the  rates  being  the  lowest  do- 
mestic rate  from  a  point  of  heavy  production,  to  the  nearest  port. 

The  question  as  to  how  far  the  Commission  should  go  in 
holding  conferences  about  rates,  with  either  carriers  or  shippers, 
with  only  one  side  represented,  has  been  faintly  raised  in  con- 
nection with  the  Commission's  conference  with  the  railway  ex- 
ecutives November  12.  W.  H.  Chandler,  president  of  the  Na- 
tional Industrial  Traffic  League,  while  not  objecting  to  reductions 
on  farm  products,  told  the  Racquet  Club  conference,  December  9, 
that  he  was  opposed  to  the  making  of  rates  by  means  of  con- 
ferences, even  if  some  shippers  were  represented  in  them.  He 
brusquely  told  those  in  the  conference  that  he  would  not  trust 
either  the  carriers  or  the  Commission  to  make  rates  in  that  way. 

President  Harding,  it  has  been  pointed  out  in  the  discussion 
that  has  followed  the  conference  about  export  rates  on  coal,  rec- 
ognized the  danger  of  his  taking  part  in  rate  discussions  when 
he  brought  the  Labor  Board  and  the  Commission  together  at  the 
time  of  the  threat  of  a  railroad  strike.  It  has  been  recalled  that 
he  told  the  two  bodies  that  he  realized  his  position  in  the  matter 
and  that  he  could  not  command  either  to  do  anything  because 
they  are  agencies  of  Congress.  He  apologized,  however,  foi 
what  he  had  done  by  saying  that  he  could  not  forget  that  he  had 
the  power  of  nomination  and  was  commanded  by  the  Constitu- 
tion to  inform  Congress  as  to  the  state  of  affairs  in  the  country. 
He  said  he  thought  it  would  be  good  for  the  two  bodies  to  thresh 
out  the  subjects  over  which  each  had  control  so  that  the  coun- 
try would  have  the  benefit  of  their  talks  with  each  other.  He 
was  invited  to  sit  with  the  two  bodies  but  he  declined  because 
he  said  he  knew  that  he  could  have  no  justification  for  remain- 
ing in  such  a  conference.  His  privilege,  he  thought,  was  ex- 
hausted when  he  had  brought  them  together  with  a  suggestion 
that  the  public  interest  would  be  observed  if  they  would  meet 
and  discuss  the  subjects  with  which  each  was  dealing. 

In  the  export  coal  matter,  the  question  right  before  the  ex- 
ecutive branch  of  the  government  was  as  to  whether  It  would 
undertake  anything  in  the  way  of  combining  American  interests 
so  as  to  enable  sellers  of  American  coal  to  meet  the  competition 
for  the  British.  Secretary  Hoover  could  see  no  way  to  enable  the 
Americans  to  remain  in  the  foreign  coal  trade,  in  competition 
with  the  British,  other  than  to  get  the  railroads,  the  coal  men, 
and  the  Shipping  Board  together.  When  he  had  done  that  he 
found  that  the  railroads  feared  that  if  they  made  a  reduction  on 
coal  going  for  export,  the  reduction  would  have  a  deleterious  ef- 
fect on  the  domestic  coal  rate  structure.  That  harmful  effect 
would  come  from  the  fact  that,  as  published,  the  so-called  ex- 


port rate*  on  coal,  would  also  apply  on  coal  going  to  New  Eng- 
land, because  what  are  called  export  rates  apply  to  all  coal  go- 
ing beyond  the  capes  of  Chesapeake  and  Delaware  bays.  There- 
fore, he  Included  the  Commission  In  hln  conference. 

At  the  time  this  wait  written  the  Department  of  Commerce 
people  handling  the  matter  believed  tbe  railroads  would  accede 
to  the  request  for  a  dollar  reduction  an  soon  as  th<?y  could  de- 
vise some  method  for  limiting  the  lowered  rates  to  coal  that  was 
going  either  across  the  ocean  or  to  some  foreign  country  or 
Insular  possessions  of  the  United  States  east  of  the  Panama 
Canal,  the  same  being  Porto  Rico  and  the  Virgin  Islands  It  was 
distinctly  understood  that  the  railroads  would  not  agree  to  that 
reduction  unless  they  could  be  assured  that  what  they  did 
would  not  result  In  cutting  the  domestic  rates  to  New  England. 
A  cut  in  them  would  be  reflected  all  over  the  country. 

The  committee  appointed  at  the  conference  December  14 
was  to  have  held  a  meeting  on  the  subject  December  21,  but,  at 
the  request  of  the  railroads,  It  was  postponed  until  the  next  day. 

At  the  meeting  December  22,  the  operators  obtained  tbe 
impression  that  the  railroad  executives  would  adhere  to  their 
decision  not  to  grant  a  dollar  a  ton  reduction.  They  reported 
that  the  railroads  had  declined  to  make  the  reduction,  but  Di- 
rector Hardie  said  the  committee  had  no  power  to  make  a  de- 
cision on  that  point.  He  said  it  was  limited  to  gathering  data 
and  opinions  for  consideration  by  higher  executives  of  the  car- 
riers. The  committee  adjourned  without  fixing  a  date  for  an- 
other meeting. 


LASKER  SPEECH  IN  RECORD 

Representative  Greene,  of  Massachusetts,  had  printed  in 
the  Congressional  Record  of  December  19  the  speech  made  by 
Chairman  Lasker  of  the  Shipping  Board  at  Milwaukee,  Decem- 
ber 13,  in  reply  to  the  questions  asked  by  The  Traffic  World 
in  an  editorial  on  the  merchant  marine. 


PAYMENTS  TO  SHIPPING  BOARD  ATTORNEYS 
Reports  to  the  effect  that  attorneys  employed  by  the  Ship- 
ping Board  in  special  cases  were  being  paid  in  excess  of  $11,000 
a  year  and  therefore  in  excess  of  the  limit  fixed  by  Congress  for 
Shipping  Board  officials  and  employes  with  the  exception  of  the 
members  of  the  board,  who  get  $12,000,,  and  six  other  officials, 
were  denied  this  week  by  Chairman  Lasker.  He  said  the  law 
was  not  being  circumvented  in  any  way  and  that  it  would  not  be. 


INTERNATIONAL  MERCANTILE  MARINE  CASE 
The  Shipping  Board  has  not  yet  arrived  at  a  decision  in 
the  case  of  the  International  Mercantile  Marine  which  is  under 
investigation  by  the  board  because  of  charges  that  its  British 
connections  were  inimical  to  the  Interests  of  an  American  mer- 
chant marine.  Chairman  Lasker  said  he  had  been  conducting 
negotiations  with  P.  A.  S.  Franklin,  president  of  the  I.  M.  M., 
relative  to  the  case. 


SHIPPING  BOARD-LABOR  NEGOTIATIONS 
The  negotiations  between  the  Shipping  Board  and  the  rep- 
resentatives of  the  marine  labor  unions,  which  were  begun  last 
week,  have  been  postponed  for  one  month,  during  which  time 
the  present  agreements  will  remain  in  effect. 


COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Although  soft  coal  production  is  normally  at  a  maximum 
at  this  season,  it  has  in  fact  dropped  back  to  the  level  of  last 
April,  normally  the  lowest  month  of  the  year,"  the  Geological 
Survey  said  in  its  current  coal  report.  "For  two  weeks  In  suc- 
cession production  has  hung  around  1.200.000  tons  per  day, 
whereas  the  smallest  daily  output  in  any  December  of  the  pre- 
ceding eight  years  was  1,379,000  tons. 

"The  total  output  during  the  week  of  December  10,  Includ- 
ing lignite  and  coal  coked,  Is  estimated  at  7.235,000  net  tons,  as 
against  7,104,000  tons  In  the  week  preceding.  A  year  ago  pro- 
duction was  12,813,000  tons. 

"In  connection  with  this  subnormal  production  two  facts 
should  be  remembered.  The  first  Is  that  the  movement  of  coal 
up  the  lakes  has  now  virtually  ceased.  The  second  Is  that  dur- 
ing October,  with  a  railroad  strike  in  prospect,  consumers 
hastened  to  increase  their  stocks,  and  some  millions  of  tons 
flowed  into  storage.  At  present  the  flow  Is  out  of  storage,  for 
7,200,000  tons  a  week  Is  not  sufficient  to  meet  current  consump- 
tion and  exports.  Clearly,  If  it  were  continued  for  long,  the 
draft  on  stocks  might  carry  reserves  below  the  danger  point. 

"The  all-rail  movement  of  anthracite  to  New  England  Im- 
proved somewhat  in  the  week  ended  December  10.  and  3.245 
cars  were  forwarded  over  the  Hudson.  Shipments  of  soft  coal, 
however,  continued  to  decline  and  totaled  but  2,437  cars.  Com- 
parison with  the  week  preceding  shows  an  Increase  of  195  cars 
and  a  decrease  of  349  cars,  respectively.  Soft  coal  shipments 
were  but  little  over  half  those  in  the  corresponding  week  in 
1920. 

"The  last  cargo  of  coal  shipped  to  the  head  of  the  lakes 
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in  1921  was  unloaded  at  Duluth-Superior  harbor  on  December  8. 
Total  receipts  for  the  season  are  reported  by  the  United  States 
Engineer  Officer  as  10,164,849  net  tons  of  coal,  of  which  1,844,642 
tons  were  anthracite  and  8,320,207  tons  bituminous  coal.  Anthra- 
cite receipts  exceeded  those  in  the  three  years  immediately 
preceding,  and  bituminous  receipts  were  larger  than  in  any  year 
since  1918. 

"The  1921  lake  season  came  to  an  end  during  the  week  of 
December  10.  In  the  week  preceding  a  total  of  171,387  tons  of 
soft  coal  had  been  dumped,  of  which  163,841  tons  were  cargo  coal 
and  7,546  tons  were  vessel  fuel.  Final  reports  for  the  season  have 
not  yet  been  secured,  but  it  appears  that  a  total  of  about  23,300,- 
000  net  tons  of  soft  coal  was  handled.  Shipments  in  1921  were 
therefore  less  than  in  1920  and  1918,  but  exceeded  those  in  1919. 

"How  complete  is  the  prostration  of  the  sea-borne  export 
trade  may  be  judged  from  the  fact  that  exports  from  Hampton 
Roads  during  the  week  of  December  10  were  only  37,999  net 
tons,  as  against  a  weekly  average  of  255,000  tons  in  1920.  At 
that  port,  the  principal  gateway  for  our  offshore  coal  trade, 
exports  for  an  entire  week  are  barely  equal  to  those  for  a  single 
day,  a  year  ago. 

"The  total  quantity  handled  at  Hampton  Roads  in  the  week 
of  December  10  was  217,030  net  tons.  Coastwise  shipments  to 
New  England  were  134,000  tons." 


ter  asked  for  reductions,  the  carriers  said  they  could  not  think 
of  making  rates  on  hardwood  lower  than  on  pine.  Besides,  they 
said,  they  would  not  act  unless  the  northern  and  eastern  car- 
riers would  agree  to  join  them  in  whatever  action  they  might 
take  on  the  subject.  They  objected  to  reducing  the  rates  up  to 
the  crossing  because  the  loss  would  fall  on  them  alone  if  the 
reduction  did  not  provide  for  taking  a  little  off  each  factor  in 
the  total  through  charge. 


REDUCTION  IN  PINE  RATES 

The  Traffic   World   Washington  Bureau 

Another  move  for  a  reduction  in  rates  on  pine  from  the 
South  has  been  initiated  by  the  Southern  Pine  Association  and 
the  Georgia  and  Florida  Saw  Mill  Association.  A  conference 
with  traffic  officials  of  southern  railroads  was  held  December 
19  by  a  committee  composed  of  S.  D.  Bissell  and  D.  W.  Linn, 
Laurel,  Miss.;  C.  E.  Klumb,  Jackson,  Miss.;  W.  T.  Hancock, 
Houston,  Tex.;  R.  S.  Davis  and  F.  C.  Broadway,  Kansas  City; 
G.  F.  Thomas,  Little  Rock;  W.  N.  Nelson,  St.  Louis;  W.  J. 
Nelson,  Kansas  City;  W.  E.  Gardner,  Jacksonville,  Fla.,  and  A. 
G.  T.  Moore,  New  Orleans.  Other  lumbermen  or  their  repre- 
sentatives went  with  the  moving  associations,  one  of  whom  was 
W.  J.  Strobel,  for  the  North  Carolina  association. 

Their  main  proposition  was  that,  on  account  of  the  greater 
specific  gravity  of  southern  pine  than  Douglas  fir,  the  recent 
reduction  in  transcontinental  lumber  rates  to  the  East  has 
placed  the  southern  pine  at  a  disadvantage  in  the  market  of 
about  $3  a  thousand  feet.  In  discussing  the  situation  the  south- 
ern men  claim  has  been  brought  about,  Mr.  Moore  said: 

"Southern  lumbermen  are  not  opposing  reduction  in  freight 
rates  from  the  Pacific  Northwest,  but  they  are  most  strongly 
insisting  that  offsetting  decreases  in  rates,  which  will  give  the 
South  the  benefit  of  its  geographical  location,  must  be  effected. 
The  southern  lumbermen  would  prefer  to  have  the  equalizing 
reductions  made  by  voluntary  action  on  the  part  of  the  carriers 
in  the  South,  but  if  not  through  that  course,  then  through 
formal  proceedings  before  the  Commission. 

"Application  already  has  been  filed  with  the  Commission  by 
the  association  to  include  lumber  rates  from  the  South  in  the 
Commission's  general  rate  investigation  which  began  December 
14.  Meanwhile,  notwithstanding  this  course  of  preparedness, 
the  lumbermen  are  hopeful  that  conciliatory  measures  will  pre- 
vail with  the  railroads  to  eliminate  the  unfairness  in  trans- 
portation charges  of  which  complaint  is  made. 

"Under  present  rate  adjustments  lumbermen  of  the  South 
cannot  secure  their  quota  of  the  business  which  will  be  offering 
after  the  holidays,  and  this  will  mean  loss  of  tonnage  to  the 
southern  railroads,  involving,  naturally,  loss  of  revenue  to  them. 
High  rates  and  little  tonnage  will  not  relieve  the  financial  con- 
ditions which  confront  the  railroads. 

"Under  the  recent  rate  adjustment,  as  an  example,  the  rates 
from  the  Pacific  Northwest  to  New  York,  a  haul  of  2,840  miles, 
have  been  increased  in  an  amount  equal  to  15  cents  per  100 
pounds  over  the  charges  in  effect  June  24,  1918,  while  the  rates 
from  southern  pine  territory,  a  haul  of  1,451  miles,  the  increase 
is  19%  cents  per  100  pounds  over  June  24,  1918. 

"Southern  pine,  averaging  timbers  and  yard  stock,  weighs 
3,233  pounds  per  thousand  feet  and  is  heavier  than  Douglas  fir, 
from  the  Northwest,  which  averages  2,633  pounds  per  thousand. 
This  would  make  the  ultimate  discrimination  against  the  south- 
ern lumbermen  in  transportation  costs  of  laying  down  one  thou- 
sand feet  of  lumber  in  New  York  $2.35.  On  timbers,  which  con- 
stitute the  principal  item  of  competition  between  the  two  sec- 
tions, the  discrimination  amounts  to  $3.80  per  thousand  feet, 
there  being  a  difference  in  weight  of  1,200  pounds  per  thousand." 

The  southern  carriers,  December  21,  notified  the  southern 
pine  men  that  they  could  not  think  of  making  a  definite  answer 
to  their  representations  respecting  rates  on  southern  pine  until 
after  the  Commission  had  disposed  of  the  complaint  of  the 
Southern  Hardwood  Traffic  Association,  arguments  on  which 
were  completed  nearly  two  months  ago. 

That  answer  was  interpreted  as  notice  that  whatever  the 
Commission  decides  in  the  hardwood  case,  the  carriers  are  in- 
clined to  think,  will  have  to  be  taken  by  them  as  a  guide  for  rates 
on  pine.  In  their  answers  to  the  hardwood  men  when  the  lat- 


LOADING  OF  REVENUE  FREIGHT 

The  Traffic  World   Washington  Bureau 

Revenue  freight  loading  totaled  742,926  cars  in  the  week 
ended  December  10,  a  decrease  of  4,528  cars  as  compared  with 
the  preceding  week  and  a  decrease  of  95,027  cars  as  compared 
with  the  corresponding  week  of  last  year,  according  to  the 
weekly  report  of  the  car  service  division  of  the  American  Rail- 
way Association. 

Loading  of  grain  and  grain  products  showed  an  increase  over 
the  preceding  week  and  also  over  the  same  week  last  year. 
Increases  in  loading  were  reported  in  all  classes  of  commodities, 
with  the  exception  of  merchandise,  L.  C.  L.,  and  miscellaneous 
freight,  as  compared  with  the  preceding  week. 

Loading  by  districts  in  the  week  ended  December  10  and  the 
corresponding  week  of  1920  was  as  follows: 

Eastern  district:  Grain  and  grain  products,  10,153  and 
6,330;  live  stock,  3,993  and  4,055;  coal,  39,711  and  62,722;  coke, 
1,597  and  2,617;  forest  products,  5,174  and  6,281;  ore,  1.310  and 
4,824;  merchandise,  L.  C.  L.,  62,487  and  47,687;  miscellaneous, 
62,304  and  70,749;  total,  1921,  186,729;  1920,  205,265;  1919,  193,613. 

Allegheny  district:  Grain  and  grain  products,  2.959  and 
2,034;  live  stock,  4,223  and  3,662;  coal,  41,031  and  66,917;  coke, 
3,386  and  7,327;  forest  products,  2,676  and  2,953;  ore,  2,420  and 
6,528;  merchandise,  L.  C.  L.,  45,288  and  39,262;  miscellaneous,  60,- 
231  and  56,762;  total,  1921,  152,214;  1920,  185,445;  1919,  163,338 

Pocahontas  district:  Grain  and  grain  products,  264  and  122; 
live  stock,  160  and  130;  coal,  14,979  and  22,628;  coke,  171  and  816; 
forest  predicts,  1,286  and  1,667;  ore,  21  and  129;  merchandise, 
L.  C.  L.,  5,859  and  5,198;  miscellaneous,  3,125  and  2,893;  total, 
1921,  25,865;;  1820,  33,583;  1919,  35,981. 

Southern  district:  Grain  and  grain  products,  3,741  and  2,753; 
live  stock,  2,047  and  2,255;  coal,  16,437  and  32,748;  coke,  474  and 
1,102;  forest  products,  16,  783  and  15,808;  ore,  522  and  2,227;  mer- 
chandise, L.  C.  L.,  38,313  and  33,626;  miscellaneous,  36,456  and 
36,005;  total,  1921,  114,773;  1920,  126,524;  1919,  113,763. 

Northwestern  district:  Grain  and  grain  products,  13,826  and 
11,062;  live  stock,  8,582  and  9,060;  coal,  7,126  and  9,849;  coke,  746 
and  1,338;  forest  products,  12,119  and  11,230;  ore,  333  and  1,503; 
merchandise,  L.  C.  L.,  26,601  and  25,800;  miscellaneous,  24,668 
and  29,169;  total,  1921,  94,001;  1920,  99,011;  1919,  102,613. 

Central  Western  district:  Grain  and  grain  products,  13,350 
and  9,792;  live  stock,  10,570  and  10,942;  coal,  15,581  and  27,726; 
coke,  165  and  489;  forest  products,  5,004  and  4,580;  ore,  813  and 
2,653;  merchandise,  L.  C.  L.,  30,867  and  29,519;  miscellaneous, 
34,554  and  37,024;  total,  1921,  110,904;  1920,  122,725;  1919,  98,115. 

Southwestern  district:  Grain  and  grain  products,  4,387  and 
3,632;  live  stock,  2,584  and  2,121;  coal,  2,971  and  7,360;  coke,  99 
and  100;  forest  products,  6,702  and  7,074;  ore,  709  and  567;  mer- 
chandise, L.  C.  L.,  16,303  and  16,500;  miscellaneous,  24,685  and 
27,996;  total,  1921,  58,440;  1920,  65,400;  1919,  f54,517. 

Total,  all  roads:  Grain  and  grain  products,  49,680  and  35,- 
725;  live  stock,  32,159  and  32,225;  coal,  137,836  and  229,950;  coke, 
6,638  and  13,789;  forest  products,  49,744  and  49,593;  ore,  6,128  and 
18,431;  merchandise,  L.  C.  L.,  225,718  and  197,642;  miscellaneous, 
236,023  and  260,598;  total,  1921,  742,926;  1920,  837,953;  1919,  761,- 
940. 


OPERATING  STATISTICS 

Car-miles  per  day  averaged  26.8  in  October  against  23.8  in 
September,  and  28.5  in  October,  1920,  according  to  a  monthly 
summary  of  ratios  of  operation  issued  by  the  Bureau  of  Railway 
Economics.  The  average  in  October  was  the  highest  reached 
in  1921  up  to  October,  the  lowest  being  20.6  car-miles  in  April, 
1921. 

Tons  per  car  averaged  27.2  in  October  as  against  27.1  in 
September  and  29.9  in  October,  1920.  The  highest  number  of 
tons  per  car  in  1921  up  to  October  was  in  the  month  of  January 
when  it  reached  30.2. 

The  average  percentage  of  freight  cars  unserviceable  in  Oc- 
tober was  14.8  as  against  15.4  in  September,  and  7.3  in  October, 

1920.  The  September  average  was  the  highest  in  1921  up  to 
October. 

The  per  cent  of  loaded  to  total  car-miles  was  66.2  in  Oc- 
tober as  against  65.2  in  September,  and  66  in  October,  1920.  The 
October  per  cent  was  greater  than  in  any  preceding  month  in 

1921,  the  lowest  having  been  57.5  per  cent  in  January,  1921. 
The  percentage  of  unserviceable  locomotives  in  October  was 

23.1  as  against  23.3  in  September  and  23.2  in  October,  1920.  The 
October  percentage  was  lower  than  in  any  preceding  month  in 
1921,  the  highest  having  been  24.8  in  January  and  February, 
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INTERLOCKING  DIRECTORATES 

Tki  Traffic   World   Washington  Bureau 

The  Cominiasion  has  denied  an  application  by  Frank  H. 
Alfred,  president,  director  and  general  manager  of  the  Pere 
Marquette  Railway  Company,  to  retain,  after  December  31,  1921, 
the  position  of  director  in  the  Pennsylvania-Detroit  Railroad 
Company,  because  it  "has  not  been  shown  that  either  public 
or  private  interests  would  be  adversely  affected"  thereby.  The 
Pennsylvania-Detroit  company  was  organized  by  tlie  Pennsyl- 
vania Railroad  Company  to  build  its  line  into  Detroit.  The 
application  of  Mr.  Alfred  stated  that  his  position  as  director 
and  as  a  nominal  stockholder  was  only  temporary  and  held 
solely  for  the  purpose  of  enabling  the  Pennsylvania-Detroit  to 
maintain  its  organization  during  the  construction  of  the  line. 
In  a  letter  to  the  Commission  Mr.  Alfred  said  it  was  imma- 
terial to  him  whether  or  not  he  continued  to  serve  as  a  director 
in  the  company,  but  that,  for  the  reason  that  the  Pennsylvanla- 
ivtroit  would  not  become  an  operating  carrier,  he  did  not  be- 
lieve that  public  or  private  interests  would  be  adversely  affected. 
The  Commission  had  made  specific  inquiry  as  to  whether  the 
proposed  line  of  the  company  would  be  a  competitor  of  the  Pere 
Marquette.  When  the  line  is  in  operation,  Mr.  Alfred  said,  there 
probably  will  be  no  reason  to  maintain  the  organization  of  that 
company. 

George  F.  Baker,  William  Rockefeller  and  Harold  S.  Van- 
derbilt  will  have  to  give  up  their  railroad  directorships  in  certain 
companies  under  an  order  issued  by  the  Commission.  Under  the 
order  they  must  elect  by  December  31  which  of  the  eastern  roads 
in  which  they  now  hold  directorships  they  wish  to  retain  direct- 
orships in. 

The  order  was  made  in  a  consolidated  docket  covering  the 
various  subsidiaries  and  affiliated  lines  of  the  New  York  Central 
system  in  which  the  common  officers  and  directors  were  author- 
ized to  retain  their  positions  in  that  system. 

As  to  Messrs.  Baker,  Rockefeller  and  Vanderbilt,  however, 
who  also  hold  directorships  in  companies  other  than  the  New 
York  Central  which  compete  with  that  system,  the  Commission 
issued  an  alternative  order. 

Under  this  order  Mr.  Baker  first  is  authorized  to  be  a  di- 
rector in  the  New  York  &  Long  Branch,  and  chairman  and  di- 
rector of  the  Central  of  New  Jersey,  and  director  in  either  the 
New  York  Central  and  a  list  of  subsidiaries  named  or  the  Dela- 
ware. Lackawanna  &  Western,  or  the  Erie  and  its  subsidiary, 
the  New  York,  Susquehanna  &  Western  or  the  Lehigh  Valley. 

Mr.  Rockefeller  is  authorized  to  hold  the  position  of  director 
and  member  of  the  executive  committee  of  the  Chicago,  Milwau- 
kee &  St.  Paul  and  the  position  either  of  director  of  the  New 
York  Central  and  its  subsidiaries  or  director  and  member  of  the 
executive  committee  of  the  D.  L.  &  W.(  and  director  of  its  sub- 
sidiary, the  Greene  Railroad. 

Mr.  Vanderbilt  is  authorized  to  be  director  of  the  Chicago, 
St.  Paul.  Minneapolis  &  Omaha  and  the  Chicago  &  North  West- 
ern, and  also  director  of  either  the  New  York  Central  and  its  sub- 
sidiaries, or  the  D.  L.  &  W. 

The  order  of  the  Commission  in  these  cases  covered  42  mim- 
eographed closely  typewritten  pages. 

L.  E.  Osborn  has  been  permitted  to  hold  the  position  of 
treasurer  of  the  Central  Union  Depot  &  Railway  Company  of 
Cincinnati  in  addition  to  other  positions. 

The  Commission  has  authorized  Gordon  C.  Carson  to  retain 
his  positions  with  the  Gainesville  Midland  Railway  and  the 
Athens  Terminal  Company;  T.  Brady,  Jr.,  to  retain  his  positions 
as  general  counsel  and  general  attorney  for  the  Mississippi  Cen- 
tral Railroad,  Pearl  River  Valley  Railroad  and  others;  Thomas 
DeWitt  Cuyler  to  retain  his  positions  as  director  of  the  Penn- 
sylvania Railroad  Company,  Long  Island  Railroad  Company, 
Atchison,  Topeka  &  Santa  Fe  Railway,  New  York,  New  Haven  & 
Hartford  Railroad,  New  York,  Ontario  &  Western  Railway,  and 
Rutland  Railroad. 

Various  officers  of  the  Portland  &  Rumford  Falls  Railroad, 
Portland  &  Rumford  Falls  Railway,  and  Rumford  Falls  &  Range- 
ley  Lakes  Railroad  Company  have  been  authorized  to  hold  their 
positions  with  those  roads,  as  also  have  officers  of  the  Alabama 
&  Vicksburg  Railway,  Louisiana  &  Mississippi  Railroad  Transfer 
Company,  and  Vicksburg,  Shreveport  &  Pacific  Railway. 

George  T.  Slade  has  been  authorized  to  hold  the  position 
of  director  of  the  Northern  Pacific  and  of  the  Southern  Rail- 
way, and  the  position  of  director  of  either  the  Lehigh  Valley 
and  its  subsidiary,  the  Lehigh  &  New  York,  or  the  Erie  and 
its  subsidiary,  the  New  York,  Susquehanna  &  Western. 

The  Commission  has  approved  the  applications  with  respect 
to  common  ofllcers  and  directors  of  the  following  companies  by 
groups  as  indicated:  Bauxite  &  Northern,  Alton  &  Southern,  St. 
Louis  &  Ohio,  Massena  Terminal;  the  Ahnapee  &  Western,  Green 
Bay  &  Western,  Kewaunee,  Green  Bay  &  Western,  Sussex,  War- 
ren, and  the  Carolina,  Clinchfleld  &  Ohio;  the  Connellsville  ft 
Monongahela,  Youghiogheny  Northern,  Pittsburgh,  Bessemer  ft 
Lake  Erie  and  the  Looney  Creek;  the  Chicago,  Terre  Haute  & 
Southeastern,  Southern  Indiana,  Bedford  Belt,  Danville  Belt, 
Chicago  Southern,  Chicago,  Terre  Haute  &  Southeastern  of 
Illinois,  Evansville,  Indianapolis  &  Terre  Haute.  Erie,  Chicago 


ft  Brie,  and  the  Illinois  Southern:  the  Bristol,  Tlconderoga,  and 
the  Rutland;  the  Central  New  York  Southern  and  the  Norfolk 
Southern. 

The  CommlHBlon  ban  authorized  ofllcera  of  the  Southi-rn 
Pacific  Company  and  lln  affiliated  linen  to  retain  their  ponltlonn 
with  those  companies. 

William  M.  Rltter  has  been  permitted  to  bold  the  position* 
of  president  and  director  of  the  Big  Sandy  ft  Cumberland  Rail- 
road, Smoky  Mountain  Railway  and  director  of  the  Carolina, 
Clinchfleld  &  Ohio  Railway;  George  W.  Davis  to  retain  his  po- 
sitions with  the  Galveston,  Houston  &  Henderson  Railroad  and 
the  Wabash  Railway;  Jacob  8.  Farlee  to  hold  the  positions  of 
president  and  director  of  the  St.  Joseph.  South  Bend  &  Southern 
Railroad  and  director  of  the  Buffalo  &  Susequehanna. 

Robert  S.  Lovett  has  been  authorized  to  retain  his  position* 
with  the  New  York  Central,  Michigan  Central,  Cleveland.  Cin- 
cinnati, Chicago  &  St.  Louis,  West  Shore,  Illinois  Central.  Cen- 
tral of  Georgia,  Chicago  &  Alton,  Union  Pacific,  Oregon  Short 
Line  and  other  roads. 

The  Commission  has  authorized  officers  of  the  Cincinnati, 
Georgetown  &  Portsmouth  Railroad  and  the  Felicity  ft  Bethel 
Railroad  to  retain  their  positions  with  those  lines;  officers  of  the 
Addlson  &  Susquehanna  Railroad,  Wellsvllle,  Coudersport  ft  Pine 
Creek  Railroad,  and  Buffalo  &  Susquehanna  Railroad  to  hold  their 
positions. 

Charles  A.  Peabody  has  been  permitted  to  retain  bis  posi- 
tions with  the  Illinois  Central  Railroad,  Delaware  &  Hudson 
Company,  Union  Pacific  Company,  Baltimore  &  Ohio  Railroad. 
American  Railway  Express  Company,  Wells  Fargo  Company  and 
others. 

James  Speyer  has  received  authority  to  hold  his  positions 
with  the  Chicago,  Rock  Island  &  Pacific  Railway  and  the  Balti- 
more &  Ohio  Railroad. 

The  firm  of  Hornblower,  Miller  &  Garrison  has  been  author- 
ized to  remain  as  general  counsel  of  the  Carolina,  Clinchfleld  ft 
Ohio  Railway  and  the  Seaboard  Air  Line  Railway. 

The  Commission  has  permitted  Fred  M.  Kirby  to  retain  his 
positions  as  director  of  the  Lehigh  Valley  Railroad  and  the  Mis- 
sissippi Central  Railroad;  William  W.  Miller  to  retain  his  posi- 
tion as  director  of  the  Carolina,  Clinchfleld  ft  Ohio  Railway  and 
eastern  counsel  of  the  Chicago,  Milwaukee  &  St.  Paul  Railway; 
Charles  E.  Perkins  to  hold  the  position  of  director  of  the  Nort  i- 
ern  Pacific  Railway,  Chicago,  Burlington  ft  Quincy  Railroad,  Col- 
orado &  Southern  Railway  and  Ft.  Worth  &  Denver  City  Railway. 

Andrew  J.  Miller  has  been  permitted  to  hold  positions  with 
the  Rio  Grande  Junction  Railway  and  the  Kansas  City  Southern 
Railway  and  Missouri,  Kansas  &  Texas  Railway;  G.  F.  Thomas 
to  hold  his  positions  as  traffic  manager  with  the  Ashley,  Drew  ft 
Northern  Railway  and  others. 

The  Commission  has  authorized  officers  of  the  Maine  Cen- 
tral Railroad,  the  Portland  Terminal  Company  and  other  lines 
to  retain  their  positions  with  those  lines;  officers  of  the  Chi- 
cago, Burlington  &  Quincy  Railroad  and  other  lines  to  retain 
their  positions  with  the  Great  Northern  Railway  and  numerous 
other  lines;  officers  of  the  Hill  City  Railway,  Ft.  Worth  Belt 
Railway,  St.  Paul  Bridge  &  Terminal  Railway  and  other  lines 
to  retain  their  positions. 


SUGAR  TARIFFS  SUSPENDED 

The  Traffic   World  Washington  Bureau 

The  Commission,  December  17,  m  I.  and  S.  No.  1457,  on  the 
protest  of  eastern  sugar  refiners,  suspended  Emerson  and  Glenn 
tariffs,  naming  reduced  rates  on  sugar  from  southeastern  and 
Gulf  ports  to  St.  Louis  and  related  points,  from  December  18 
to  April  17. 

The  suspended  tariffs,  it  was  claimed  in  behalf  of  the  car- 
riers proposing  to  revise  the  rates,  were  necessary  to  line  up 
the  rates  in  accordance  with  the  reductions  recently  made  to 
St.  Louis  by  the  lines  between  New  Orleans  and  Chicago,  which 
cut  the  rate  to  St.  Louis,  but  left  the  New  Orleans-Chicago  rate 
undisturbed,  three  cents  under  the  New  York-Chicago  rate.  The 
suspended  tariffs  would  leave  the  key  rate  from  Savannah  to 
Chicago  undisturbed,  but  would  cut  7.5  cents  from  the  rate  from 
Savannah  to  Chicago.  The  following  Is  a  representative  state- 
ment of  the  present  and  proposed  rates. 

RATES  IN  CENTS  PER  100  POUNDS 

Prom  Snvnnnnh.  O«.  Prom  N.  Orl*an»,  V*. 
To  Present    Proposed        Present     Proposed 

Cincinnati.    Ohio    66% 

Louisville.    Ky 6«tf 

Cniro,    111 56H 

St.    Louis.    Mo 70H  63  59V4 

Kansas  City.   Mo...  ....  „  73 


Chicago.  Ill 63 


63 


VALUATION     REPORT 

The  Commission  has  placed  a  tentative  final  value  of  $503.- 
946  on  the  property  of  the  Tuckerton  Railroad  Company,  as  of 
June  30,  1916.  The  road  extends  from  Whitings  to  Tuckerton. 
N  J..  s  distance  of  28.898  miles. 
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BILLS   OF   LADING 
Before   Payment  of  Draft,  or  Without  Shipper's   Permission,  Oil 
Company   Not   Entitled  to   Possession  of  Tank  Car  Shipped 
"Order   Notify": 

(Court  of  Appeals  of  Georgia,  Division  No.  2.)  An  oil  com- 
pany was  not  authorized  to  take  possession  of  a  tank  car  for  any 
purpose  without  first  having  paid  a  draft  drawn  on  it,  or  without 
having  obtained  the  permission  of  the  shipper,  the  shipment 
being  what  is  ordinarily  called  an  "order  notify"  shipment. — 
Reed  Oil  Co.  vs.  Smith,  109  S.  E.  Rept.,  p.  171. 
LOSS  OF  OR  INJURY  TO  GOODS 

Carrier  Not  Liable  for  Injuries  Traceable  Solely  to  Improper 
Loading  and  Packing  Undertaken  by  Shipper  Himself: 
(Supreme  Court  of  Appeals  of  Virginia.)  Generally  a  com- 
mon carrier  has  the  duty  of  loading  and  unloading  the  goods 
and  is  responsible  for  loss  or  injury  incident  thereto,  but  where 
a  shipper  for  purposes  of  his  own  convenience  undertakes  to 
load  and  unload  the  goods,  the  carrier  is  not  responsible  for  in- 
juries received  in  transportation  traceable  solely  to  improper 
loading  and  packing. — Hines,  Director-General  of  Railroads,  vs. 
Buchanan,  109  S.  E.  Rept.,  p.  219. 

Evidence    Held     to     Prove    Carrier    Did    Not    Make    Practice    of 
Inspecting   Carloads   Loaded   by  Shippers: 
In  action  for  damage  to  household  goods  loaded  and  packed 
by  a  third  party  employed  to  so  do  by  shipper,  in  car  furnished 
by  carrier,  evidence  held  to  prove  that  carrier  did  not  make  a 
practice  of  inspecting  carloads  loaded  by  shippers. — Ibid. 
Carrier  Not  Required  to  Inspect  Cars  Loaded  by  Shippers  to  See 
if  Goods  Are   Properly   Packed: 

A  carrier  is  not  required  to  inspect  carloads  loaded  by  ship- 
pers to  ascertain  whether  goods  have  been  properly  packed  be- 
fore proceeding  to  transport  them. — Ibid. 

Evidence    Held   to    Prove   Goods    Were    Improperly    Loaded    and 
Packed  in  Car  by  Shipper's  Agents: 

In  shipper's  action  for  damage  to  a  carload  of  household 
goods,  evidence  held  to  prove  the  goods  were  not  properly  loaded 
and  packed  in  the  car  by  third  parties  employed  by  shipper. — 
Ibid. 

Negligence    Presumed   from   Arrival    of   Goods    in    Damaged   Con- 
dition: 

Negligence  in  transportation  will  be  presumed  from  arrival 
of  goods  at  destination  in  damaged  condition. — Ibid. 
Evidence    Held   to   Overcome    Presumption    of   Negligent  Trans- 
portation  Arising   from   Arrival   of   Goods   in    Damaged   Con- 
dition: 

In  shipper's  action  for  damage  to  carload  of  household  goods, 
evidence  held  to  overcome  presumption  of  negligent  transporta- 
tion arising  from  arrival  of  goods  in  damaged  condition  and  to 
prove  that  damage  would  not  have  occurred  if  the  car  had  been 
properly  loaded  and  the  goods  properly  packed. — Ibid. 
Liability  of  Carrier  as  Such  for  Interstate  Shipments: 

(Supreme  Court  of  Appeals  of  West  Virginia.)  The  provi- 
sions of  the  "Uniform  Bill  of  Lading — Adopted  by  Carriers  in 
Official  Clasiflcation  Territory.  Effective  January  1,  1916,"  when 
employed,  constitutes  the  contract  between  the  parties  to  an 
interstate  shipment  and  is  binding  upon  them  in  determining 
their  respective  rights  growing  out  of  such  interstate  shipment. 
— Del  Signore  vs.  Payne,  Director-General  of  Railroads,  S.  E. 
Rept.,  p.  232. 

Section  5  of  the  conditions  contained  in  such  Uniform  Bill 
of  Lading,  properly  construed,  gives  the  owner  48  hours  after 
notice  by  the  carrier  of  the  arrival  of  the  goods,  within  which 
to  remove  the  goods  before  the  liability  of  the  carrier  as  such 
ceases  and  its  liability  as  warehouseman  begins. — Ibid. 

Our  cases  of  Berry  et  al.  vs.  W.  Va.  &  P.  R.  R.  Co.,  44  W. 
Va.  538,  30  S.  E.  143,  67  Am.  St.  Rep.  781,  Hurley  &  Son  vs. 
N.  &  W.  Ry.  Co.,  68  W.  Va.  471,  69  S.  E.  904,  and  Hutchinson 
vs.  U.  S.  Express  Co.,  63  W.  Va.  128,  59  S.  E.  949,  14,  L.  R.  A. 
(N.  S.)  393,  are  inapplicable  to  interstate  shipments  made  pur- 
suant to  the  contract  contained  in  such  Uniform  Bill  of  Lading. 
—Ibid. 

CARRIAGE  OF  LIVE  STOCK 

Petition    Complaining    of    Muddy    Loading    Pens    Not    Subject   to 

General  Demurrer: 

(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  A  shipper's 
petition  in  action  against  carrier  held  not  "subject  to  general 
demurrer,  where,  although  not  in  specific  words  charging  that 
defendant  was  guilty  of  actionable  negligence,  it  set  up  the  facts 
that  the  loading  pens  were  so  muddy  as  not  to  be  proper  for 
loading  of  cattle,  etc.,  under  Vernons'  Sayle's  Ann,  Civ.  St.  1914, 
art.  6654,  and,  although  it  did  not  specifically  set  up  the  true 


•      measure  of  damages,  charged  that  the  cattle  were  deteriorated 

in  value  in  a  definite  sum  on  account  of  being  covered  with' 
mud  when  loaded. — Lancaster  et  al.  vs.  Sayles,  234  S.  W.  Rept. 
227. 

Evidence  Held  Not  to  Show  Damages  from  Mud  in  Loading  Pens: 
(Court  of  Civil  Appeals  of  Texas,  El  Paso.)  In  shipper's 
suit  against  carrier  for  damage  to  cattle  by  being  caked  with 
mud  from  muddy  loading  pens,  evidence  held  insufficient  to 
show  deterioration  in  value  of  the  cattle  from  the  cause  com- 
plained of,  and  therefore  is  not  sufficient  to  support  judgment  for 
plaintiff. — Ibid. 


Miscellaneous  Decisions 

Traffic  Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter 

System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIERS 

Sufficiency  of  Evidence  to  Support  Commission's   Findings  Can- 
not  Be  Attacked,  When  Only  Part  of  Evidence   Introduced: 
(Argued    Oct.    14,    1921.     Decided    Nov.    7,    1921.)     No.    291. 
In  a  suit  to  enjoin  the  enforcement  of,  and  annul,  an  order  of 
the  Interstate  Commerce  Commission,  it  cannot  be  claimed  that 
the  order  was  unsupported  by  evidence,  where  only  a  part  of 
the   evidence   taken    before    the    Commission   was    introduced. — 
Louisiana  &  P.  B.  Ry.  Co.  vs.  United  States,  42  Supreme  Court 
Rept.,  p.  25. 

Refusal  of  Interstate  Commerce  Commission  to  Include  Back 
Haul  to  Track  Scale  in  Division  of  Through  Rate,  so  as  to 
Prevent  Discrimination,  Held  Not  Arbitrary: 
(Argued  Oct.  14,  1921.  Decided  Nov.  7,  1921.)  No.  291. 
Where  the  Interstate  Commerce  Commission,  to  prevent  un- 
just discrimination  in  favor  of  shippers  owning  tap  lines  con- 
necting their  plants  with  main  railroad  lines,  by  means  of 
an  unfair  division  of  the  through  rate  over  the  two  lines,  fixed 
amoounts  receivable  by  the  tap  lines  based  on  mileage,  it  did 
not  act  arbitrarily  and  unreasonably  in  refusing  to  include  the 
back  haul  from  the  mill  to  a  track  scale,  where  it  found  that 
a  greater  allowance  would  result  in  unjust  discrimination,  that 
the  evidence  did  not  show  that  it  was  necessary  that  the  ship- 
ments be  weighed  by  the  tap  line,  rather  than  by  the  trunk 
line,  and  that  the  allowing  of  a  larger  division  of  the  through 
rate  would  place  the  owner  of  the  tap  line  in  a  more  advan- 
tageous position  than  other  tap  lines  performing  a  similar  serv- 
ice, and  open  the  way  for  the  relocation  of  other  track  scales, 
so  as  to  require  a  long  back  haul  and  lay  a  basis  for  rebates. — 
Ibid. 

Commission    Has   Jurisdiction    of    Discrimination    in    Distribution 
of  Cars  to   Shippers: 

(Argued  Oct.  13,  1921.  Decided  Nov.  7,  1921.)  The  Inter- 
state Commerce  Commission  is  empowered  to  act  upon  ques- 
tions of  unfair  practices  and  discrimination  in  the  distribution 
of  coal  cars  to  shippers. — Pennsylvania  R.  Co.  vs.  Weber,  42 
Supreme  Court.  Rept.,  p.  18. 

Findings  and   Order  of  Commission   Are   Prima   Facie    Evidence 
in  Action  on  Reparation  Order: 

Under  the  express  provisions  of  interstate  commerce  act, 
p.  16  (Comp.  St.,  p.  8584),  the  findings  and  order  of  the  Inter- 
state Commerce  Commission  are  prima  facie  evidence  of  the 
facts  therein  stated,  in  an  action  on  a  reparation  order  of  the 
Commission. — Ibid. 

No  Prejudicial  Error  n  Commission's  Erroneous  Calculation  Mak- 
ing a  Reparation  Order: 

Though  in  making  an  order  for  reparation  on  account  of  un- 
just discrimination  by  a  railroad  company  in  the  distribution 
of  coal  cars  to  shippers,  the  Interstate  Commerce  Commission 
improperly  used  percentages  which  placed  plaintiff  on  a  basis 
of  equality  with  the  favored  companies,  where,  in  an  action  on 
the  order,  there  was  testimony  tending  to  show  that  had  the 
cars  been  distributed  on  a  basis  of  general  equality  approved 
by  the  Commission  and  without  resort  to  practices  condemned 
by  it,  there  would  have  been  cars  enough  to  have  furnishced 
plaintiffs  with  a  sufficient  number  to  meet  their  trade  and  re- 
quirements, and  the  case  was  fairly  and  fully  submitted  in  a 
charge  giving  a  correct  basis  on  which  there  might  be  a  re- 
covery of  damages,  and  there  was  testimony  tending  to  show 
damages  in  at  least  the  sum  awarded  by  the  Commission,  there 
was  no  prejudicial  error  because  of  the  erroneous  calculation  by 
the  Commission. — Ibid. 


C.   I.  &   L.   BONDS 

The  Chicago,  Indianapolis  &  Louisville  Railway  Co.  has  ap- 
plied to  the  Commission  for  authority  to  exchange  $3,493,000  of 
its  first  and  general  mortgage  5  per  cent  bonds  for  an  equal 
amount  of  bonds  to  bear  interest  at  the  rate  of  6  per  cent  and 
to  be  dated  January  2,  1922,  and  to  mature  May  1,  1966. 


December  24,  1921 
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BAR  TO  LOSS  AND  DAMAGE  CLAIMS 

Tht  Traffic   World   Washington  Bureau 

The  Railroad  Administration,  through  J.  P.  Shea,  has  stirred 
up  those  who  specialize  in  the  handling  of  loss  and  damage 
claims  by  declining  to  give  any  attention  to  claims  that  are 
more  than  two  years  and  one  day  old.  Some  of  them  had  an 
idea  that  the  two  year  and  one  day  limitation  would  not  apply 
to  claims  arising  during  federal  control.  They  had  the  idea 
that  claims  would  not  be  barred  until  after  February  28,  1922. 

In  a  letter  to  J.  E.  Robinson,  vice-president  of  the  Associated 
Fruit  Company,  of  Chicago,  Mr.  Shea  advised  that  the  claim 
on  a  shipment  which  moved  in  August,  1919,  because  the  two 
year  and  one  day  period  had  elapsed.  Mr.  Robinson  asked  Mr. 
Shea  if  he  might  publish  the  declination,  dated  December  9.  Mr. 
Shea  said  he  might  if  he  would  call  attention  to  Leigh  Ellis  & 
Company  vs.  Payne,  as  agent,  274  Federal,  443. 

That  case,  decided  by  the  United  States  court  for  the  north- 
ern district  of  Georgia,  had  to  do  with  a  case  in  which  the  ques- 
tion was  as  to  the  liability  of  the  carrier  for  shortage  in  weight 
of  a  specified  number  rff  bales  of  cotton.  The  original  suit  was 
dismissed  because  Leigh  Ellis  &  Company  had  brought  it  in 
the  wrong  district.  The  suit  on  which  Judge  Sibley  delivered 
an  opinion  was  a  renewal.  Under  a  statute  of  Georgia,  a  suit 
brought  for  renewal  purpose,  is  deemed  to  be  within  the  statute 
of  limitations,  if  the  original  was  within  the  time.  In  other 
.vords,  the  failure  of  the  complainant  or  plaintiff  is  not  counted 
against  him  if  he  happens  to  go  into  the  wrong  court,  or  does 
something  else  that  requires  him  to  try  again,  if  he  is  desirous 
of  continuing  the  litigation. 

In  this  case  Judge  Sibley  said  the  plaintiff  was  wrong  on 
both  the  technical  law  and  the  merits  of  the  case.  He  sustained 
a  demurrer  filed  in  behalf  of  the  Railroad  Administration.  But 
he  was  not  satisfied  with  such  a  technical  disposition  of  the 
case.  He  discussed  it  on  its  merits. 

He  pointed  out  that  the  case  was  one  of  a  specific  contract 
between  the  carrier  that,  in  the  event  it  was  necessary  to  sue 
lor  recovery  of  loss  or  damage  claim,  it  would  be  brought  with- 
in two  years  and  one  day.  The  Georgia  statute,  he  pointed  out, 
deals  only  with  the  statute  of  limitations  and  does  not  import 
its  terms  into  an  agreement.  The  validity  of  the  provision  in 
the  bills  of  lading  providing  for  the  filing  of  claims  and  the 
beginning  of  suits  within  specified  periods  of  time  had  been 
passed  on  time  and  again  and  sustained  by  the  courts.  The 
Georgia  statute  conferred  nothing  on  the  plaintiff.  He  was  bound 
by  the  two  year  and  one  day  limitation  contained  in  the  contract 
between  him  and  the  carrier. 

The  ruling  of  the  Commission  in  the  Decker  case,  he  said, 
was  not  controlling.  The  Commission's  conclusion  that  "the  volun- 
tary payment  of  meritorious  claims,  duly  presented  and  held  up 
without  action  for  more  than  two  years,  was  not  improper"  did 
not  necessarily  require  a  consideration  of  the  question  whether 
a  suit  could  then  be  maintained.  He  said  the  conclusion  that  it 
would  be  reasonable  "for  the  future"  to  require  that  the  two 
years  and  one  day  should  run  from  the  time  of  the  rejection  of 
the  claim,  "did  not  annul  the  rights  of  parties  under  contracts 
made  in  the  past." 

Going  to  the  merits  of  the  case  as  if  he  had  not  already 
sustained  the  demurrer,  Judge  Sibley  said  that  the  bill  of  lading 
certified  the  number  of  bales  and  stated  the  weight  to  be  so 
much  "subject  to  correction."  He  said  the  carrier  had  done  its 
full  duty  when  it  counted  and  certified  the  number  of  bales, 
because  permanent  bales  of  cotton  are  freight  in  package  form, 
the  counting  and  certifying  of  which  is  all  the  uniform  bills  of 
lading  law  requires.  He  said  that  he  appreciated  that  cotton 
is  sold  by  the  pound  and  not  by  the  package  and  that  his  con- 
clusion in  this  case  might  militate  greatly  against  the  attain- 
ment of  one  of  the  aims  of  the  Pomerene  bills  of  lading  law, 
but  that  the  liability  could  not  be  extended  beyond  the  terms 
of  the  law. 

The  decision  has  not  caused  any  commotion  in  the  Commis- 
sion because  the  Decker  case  decision  was  never  thought  to 
modify  the  terms  of  the  contractual  relations  entered  into  prior 
to  the  effective  date  of  the  Decker  case  order  directing  that  the 
bills  of  lading  for  the  future  provide  that  the  two  years  and  one 
day  should  date  from  the  definite  rejection  of  the  claim  for  loss 
or  damage,  and  not  from  the  date  of  delivery,  or  two  years  from 
I  he  time  for  delivery  in  case  of  failure  to  make  delivery. 

Judge  Sibley  said  that  including  the  weight  of  the  cotton 
"subject  to  correction"  was  a  gratuitous  service  not  required  by 
the  law  and  that  such  a  misrecital  could  not  be  held  to  create 
liability  in  the  case  of  package  goods  that  had  been  counted. 


WISCONSIN    CENTRAL    NOTES 

The  Wisconsin  Central  in  an  application  filed  with  the  Com- 
mission has  asked  authorty  to  issue  promissory  notes  to  the  Min- 
neapolis, St.  Paul  &  Sault  Ste.  Marie  in  the  amount  of  $2,305,822 
for  ten  years  at  6  per  cent  for  money  advanced  by  the  Soo.  It 
also  asks  permission  to  assign  and  deliver  to  the  Soo  $3,547,000 
of  its  first  and  refunding  mortgage  bonds  as  security  for  the 
notes. 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  la  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  (or 
classified  advertisements  are  as  follows:  First  Insertion,  $1.00  per 
line,  minimum  charge,  $3.00;  succeeding  Insertions,  per  line,  60c;  10 
words  to  the  line;  numbers  and  abbreviations  counted  a*  words; 
6  point  type;  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  In  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago,  111. 

POSITION  WANTED — Traffic  Department  Manager  desires  con- 
nection with  a  live  company  wanting  the  services  of  a  high-grade 
man;  fifteen  years'  industrial  traffic  experience.  Age  38,  married. 
Address  O.  R.  It.  409.  care  Traffic  World.  Chicago. 

POSITION  WANTED — By  aggressive  young  man  of  27.  having 
hroad  knowledge  of  traffic  management  as  applied  to  flour  milling  and 
mixed  feed  Industries.  Understand  transit  principle  in  theory  and 
operation.  Can  supervise  and  co-ordinate  unloading,  packing  and 
loading  departments.  Insuring  efficient  operation  on  most  economical 
basis.  References.  Address  F.  E.  S.,  Traffic  World,  Chicago. 


TIME  LOCKS 

offer  the  safest  mechanical  security,  but 
greater  security  is  rightly  placed  in  the 
strong  character  and  established  repu- 
tation of  a  business. 

Our  integrity  cannot  be  tampered  with. 
MERCHANDISE  STORAGE  CO.,   INC. 

FOURTH  AVE.  AND  SIXTH  STREET  BROOKLYN,  N.  Y. 


The  oiiginal  Seal  it  there 
to  slay  until  opened  by 
the  carrier's  agent  or  con- 


Someone   tampered 

this  seal. 

To  open  breaks  it. 


NEW     WAY 

Use  the  1921  Model 

Edgar  Steel  Seals 

When  Shipping  Carloads  of 

Automobiles,  Flour, 
Grain,  Steel,  Everything 

Anything  where  a  part  can  be  taken  out. 

Save  the  loss. 

Prevent  the  necessity  of  claims  by  elimi- 
nating the  temptation  to  cover  up  theft. 

Send  full  shipments  and  know 
they  will  get  there 

The  Edgar  Steel  Seal  & 

r       tpAmnoni'       LAWRENCE, 

j.  Company,     KANSAS 


HAVE  YOU  EVER  THOUGHT  OF  HAVING 

A  WASHINGTON  OFFICE? 

IT  IS  RATHER  AN  EXPENSIVE  PROPOSITION 

BUT  OH!  SO  CONVENIENT 

Private  room  to  work  in,  expert  stenographers,  wide  carriage 
typewriters,  duplicators,  .printing  press,  telephone,  messengers, 
good  nature  and  intelligence. 

We  Have  Established  Such  an  Office  for  You 
and  -We  Stand  the  Expense 

TAKE   POSSESSION    WHEN    NEXT   IN    WASHINGTON 


SAMMIS,  LAKE  &  COMPANY 

Whit.fi.ld  SammU 


Phon.  Main  810 


417  SOUTHERN  BUILDING 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question — by  the  citation  of 
authorities  'n  a  legal  opinion,  for  instance — may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated , 

Address  Questions  and  Answers  Department, 
Tr«fllc  8<rTict  Corporation.  Colorado  Building,  Washington,  D.  C. 

All-Rail  vs.  Rail-and-Water  Routing 

Texas. — Question:  We  note  with  interest  your  November  19 
issue,  under  "Questions  and  Answers,"  item  "Arkansas,"  with 
reference  to  the  lowest  rate  on  shipments  moving  from  seaboard 
territory  on  unrouted  shipments. 

We  have  also  filed  a  number  of  small  claims  (most  of  them 
originating  under  federal  control)  for  the  difference  between 
the  all-rail  rate  and  the  water-rail  rate  on  unrouted  shipments. 
In  most  cases  the  carriers  have  refused  to  pay  these  claims, 
claiming  exemption  under  item  190  of  the  Conference .  Ruling. 
We  based  our  claim  under  item  321  of  the  Conference  Ruling, 
which  agree  with  your  opinion  in  this  matter.  We  will  ask  that 
you  read  both  of  these  items  over  again  and  weigh  this  matter 
from  all  angles,  and  advise  us  if,  in  your  opinion,  the  carrier 
is  liable.  We  believe  that,  under  item  321,  unless  the  shipper 
refuses  to  specify  any  particular  routing,  they  should  be  made 
to  protect  the  lowest  rate. 

Answer:  Both  Conference  190  and  321  state  that  where 
all-rail  rates  and  rail-and-water  rates  are  available,  the  carrier's 
agent  must  have  the  shipper  designate  which  class  of  routing 
he  desires.  However,  notwithstanding  this  statement,  it  is  held, 
in  Conference  Ruling  190,  that,  as  to  a  shipment  delivered  to 
the  carrier  unrouted  by  the  shipper,  the  carrier's  agent  did  not 
negligently  misroute  the  shipment  in  forwarding  it  via  the  all- 
rail  route.  See  also  the  case  of  Getty  Hirsch  vs.  Erie  R.  R.  et  al., 
Unreported  Opinion  381,  to  the  same  effect. 

Nevertheless,  if  it  is  the  duty  of  the  carrier's  agent  to  secure 
routing  instructions  from  the  shipper,  there  cannot,  unless  the 
shipper  refuses  to  designate  the  route,  be  an  absence  of  routing 
instructions  and  therefore,  it  seems  to  us,  the  carrier  should  be 
held  liable  for  misrouting  if  he  fails  to  secure  a  designation  of 
the  route  from  the  shipper  and  forwards  the  shipment  via  an 
all-rail  route,  via  which  route  the  charges  are  higher  than  via  an 
available  rail-and-water  route. 

Freight  Charges — Liability  of  Consignee  for 

Pennsylvania. — Question:  In  The  Traffic  World,  dated 
November  12,  1921,  on  page  1014,  you  answer  an  inquiry  re- 
garding shipper's  liability  for  freight  charges  which  should  have 
been  collected  by  the  railroad  company  from  the  consignee,  and 
state  that,  because  the  railroad  company  was  unable  to  collect 
the  charges  from  the  consignee,  that  the  shipper,  therefore,  is 
liable  and  must  make  payment.  We  are  aware  that  the  Com- 
mission has  ruled  that  the  carrier  must  make  every  effort  under 
the  law  to  collect  their  legal  charges  from  either  the  consignor 
or  consignee.  It  is  not  clear  to  us,  however,  that,  where  failure 
to  collect  the  charges  from  the  consignee  is  due  to  negligence 
on  the  part  of  the  railroad  company's  representative,  as  is  indi- 
cated in  this  case,  that  the  shipper  becomes  liable  for  such 
charges.  In  other  words,  it  is  a  question  in  our  minds  as  to 
whether  or  not  under  the  law,  the  shipper,  who  is  an  entirely 
innocent  party,  can  be  held  responsible  and  made  to  suffer  a 
loss  because  of  negligence  on  the  part  of  the  carrier's  repre- 
sentative. 

If  there  are  any  court  decisions  dealing  with  this  phase  of 
the  situation,  we  will  appreciate  your  giving  us  a  reference 
thereto. 

Answer:  While  there  are  several  decisions  (see  Y.  &  M.  V. 
R.  R.  vs.  Zemurray,  238  Fed.,  and  King  vs.  Van  Slack,  159  N.  W. 
157)  to  the  effect  that  the  charges  may  not  be  collected  from 
the  consignor  after  delivery  of  the  goods  to  the  consignee  with- 
out collection  of  its  charges,  the  general  rule,  which  is  supported 
by  the  weight  of  authority,  is  that  the  consignor,  as  the  party 
with  whom  the  contract  of  shipment  was  entered  into,  may  be 
held  liable  for  all  or  any  part  of  the  freight  charges,  where 
delivery  has  been  made  without  collection  of  the  charges  from 
the  consignee.  Coal  &  Coke  R.  R.  Co.  vs.  Buchannon  River  Coal 
,&  Coke  Co.,  87  S.  E.  376;  Southern  Cotton  Oil  Co.  vs.  Sou.  Ry. 
Co.,  95  S.  E.  251;  New  Jersey  Cent.  R.  R.  Co.  vs.  MacCartney, 
52  A.  575;  Duncan  vs.  Steel  Co.,  244  F.  258. 

Demurrage — Failure    of   Carrier  to   Observe    Reconsigning 

Instructions 

Michigan. — Question:  "A"  sells  to  "B"  transit  car  lumber 
f  o.  b.  station  "Y."  Car  originally  billed  to  "X,"  but  diverted 
by  "A"  to  "B"  at  "Y."  Approximately  ten  days  later  "B"  sends 


out  tracers,  as  car  not  arrived  at  "Y."  Car  finally  located  at 
"X,"  as  originally  billed,  and  was  not  diverted  by  railroad. 
Through  investigation  it  developed  that  car  had  arrived  at  "X" 
a  week  prior  to  sale  to  "B."  Railroad  claims  car  was  not  di- 
verted account  not  in  route,  that  is,  through  rate  not  applying 
from  point  of  origin  to  "Y"  via  "X."  "B"  referred  railroad  to 
their  tariff,  which  reads  that  "if  no  through  rate  applicable 
through  the  point  at  which  the  car  is  diverted  or  reconsigned 
the  tariff  rates  in  effect  to  and  from  the  diversion  or  reconsign- 
ing  point  will  apply,  plus  diversion  or  reconsigning  charges." 
Railroad  claims  that  it  is  "the  general  understanding  of  the 
shipping  public  that  where  such  diversion  can  take  place  it 
will  be  on  the  basis  of  the  through  rate."  As  the  result  of  the 
railroad's  failing  to  divert  this  car,  demurrage  accrued  which 
far  exceeds  the  value  of  the  contents  of  the  car,  and,  on  account- 
of  this  delay  "B"  could  not  use  lumber  at  "Y"  and  was  com- 
pelled to  divert  elsewhere.  "B's"  contention  is  that  the  railroads 
are  in  error  for  not  diverting  the  car,  regardless  of  the  rate 
applicable,  and  therefore  the  demurrage  not  accessable.  Kindly 
advise  if  the  carriers  are  correct  in  assessing  demurrage  charges. 

Answer:  In  the  case  of  Doran  &  Co.  vs.  N.  C.  &  St.  L.  Ry.  Co., 
33  I.  C.  C.  523,  the  Commission,  on  page  527,  said:  "While  recon- 
signment  is,  as  a  general  rule,  associated  with  the  application 
of  a  specific  through  rate,  which  is  often  less  than  the  sum  of 
the  intermediate  rates  in  and  out  of  the  point  of  original  des- 
tination, and  largely  derives  its  value  from  that  fact,  this  rule 
is  not  without  exception.  Not  infrequently  shipments  are  re- 
consigned  on  basis  of  the  sum  of  the  local  rates,  under  authority 
of  tariffs  which  provide  for  reconsignment  at  the  through  rate, 
and  this  may  be  done  without  violation  of  such  tariffs,  for  the 
reason  that  no  specific  rate  from  the  point  of  origin  to  the  new 
destination  is  in  effect.  The  through  rate  in  such  cases  is  made 
by  combining  two  or  more  rates  instead  of  by  the  use  of  a 
single  rate  factor,  but  the  reconsignment  rules  and  charges 
apply  to  the  same  extent  as  if  a  specific  through  rate  were  in 
force.  In  one  instance  where  that  situation  existed  the  Commis- 
sion decided  that  the  facts  did  not  justify  it  in  holding  as  un- 
lawful a  reasonable  reconsignment  charge.  Kehow  &  Co.  vs. 
I.  C.  R.  R.  Co.,  14  I.  C.  C.  541." 

Therefore,  any  demurrage  resulting  from  the  failure  of  the 
carrier  to  comply  with  the  shippers'  reconsigning  instructions 
may  not  be  assessed  against  the  shipper.  See  Beekman  Lumber 
Co.  v.  Mo.  Pac.  Ry.,  37  I.  C.  C.  400. 

However,  inasmuch  as  the  car  of  lumber  arrived  at  "Y"  a 
week  prior  to  its  sale  to  "B,"  the  reconsigning  instructions  were 
presumably  issued  after  its  arrival  at  that  point,  and,  therefore, 
any  demurrage  which  accrued  between  the  arrival  of  the  car 
and  the  receipt  of  reconsigning  instructions  by  the  carrier,  must 
be  paid  by  the  shipper. 

Rates   on    Shipments   in    Cars    Furnished    by    Shippers   vs.   Cars 
Furnished  by  Carriers 

Missouri. — Question:  A  carrier  (trunk  line)  operating  in 
large  terminal,  publishes  intrastate  rates  on  sand  which  apply 
to  certain  districts  on  its  rails  within  the  switching  limits  "when 
in  equipment  of  private  ownership."  In  the  absence  of  an  alter- 
native rate  on  sand  applying  to  same  territory  when  in  carrier's 
equipment,  the  general  switching  rates  are  assessed,  which  are 
from  42  per  cent  to  325  per  cent  higher  than  the  sand  rates. 

Can  you  cite  us  a  ruling  of  the  Interstate  Commerce  Com- 
mission on  the  question  of  preferential  rates  on  commodities 
loaded  in  cars  of  private  ownership,  moving  only  in  switch 
service  and  having  both  origin  and  destination  within  switching 
limits? 

In  your  opinion,  would  a  non-owner  of  private  cars,  using 
carrier's  equipment  be  legally  justified  in  refusing  to  pay  more 
on  his  shipments  of  sand  than  the  rate  published  on  sand  under 
the  conditions  stated  herein? 

Answer:  The  Interstate  Commerce  Commission  has  no 
jurisdiction,  at  the  present  time,  over  intrastate  traffic,  in  the 
absence  of  a  showing  that  intrastate  rates  cause  undue  or  un- 
reasonable advantage,  preference,  or  prejudice,  except  as  to 
shipments  not  barred  by  the  statute  of  limitations,  which  moved 
during  the  period  of  federal  control 

However,  as  to  both  intrastate  traffic  moving  during  the 
period  of  federal  control  and  interstate  traffic,  the  Commission 
has  recognized  that  the  carriers  are  entitled  to  charge  higher 
rates  for  the  transportation  of  shipments  loaded  in  cars  fur- 
nished by  the  carrier  than  when  in  cars  furnished  by  the  ship- 
per. See  Lehigh  Portland  Cement  Co.  vs.  Director-General  et 
al.,  58  I.  C.  C.  429,  and  Kaw  River  Sand  &  Material  Co.  vs. 
A.  T.  &.S.  F.  Ry.  Co.,  55  I.  C.  C.  683 

A  shipper  may  not  legally  refuse  to  pay  the  lawfully  pub- 
lished rate,  either  interstate  Or  intrastate.  His  remedy,  in  the 
event  he  believes  that  the  rates  charged  on  his  shipments  are 
unreasonable,  is  to  apply  to  the  proper  authorities,  the  Inter- 
state Commerce  Commission,  if  interstate  traffic,  and  the  state 
commission,  if  intrastate,  for  an  order  directing  the  carrier  to 
publish  reasonable  and  just  rates  for  the  transportation  of  his 
shipments. 

Notice  of  Claim— Time  Within  Which  to  File 
Ohio.— Question:     On  July   18,   1919,  we   made  shipment  of 
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NOSA  LINE 


Monthly  Sailings  to  Principal  Port* 

We«t  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Paascnger  Sailings 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Port* 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Side  Ports 

For  particulars  apply 

604  11  Queen  &  Crescent  lildg..  New  Orleans.  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  «4«  Marquette  Bldg. 
Cable  Address:  "Orleanship" 


Ne.vr  Orleans   &. 
South.    American  S-S.  Co. 

INCORPORATED 


REGULAR  SERVICES 
FREIGHT  and  PASSENGER 

Bet 


MONTREAL 
BOSTON 
and 

ANTWERP 
HAMBURG 
MEDITERRANEAN 
LIVERPOOL 
SOUTHAMPTON 
LEVANT 

Import  and  Export  Freight  Shipment*  Solicited 

COMPANY'S  OFFICES.  Canard  Building.  CHICAGO 

S.  W.  Cor.  Dearborn  and  Randolph  Sta.  Telephone  Central  Z050 


NEW  YORK 
BALTIMORE 


QUEENSTOWN 

PLYMOUTH 

LONDON 

LONDONDERRY 

CHERBOURG 


PHILADELPHIA 
PORTLAND,  ME. 

BRISTOL 

GLASGOW 

HAVRE 

ROTTERDAM 

DANZIG 


" 


Ship  by  Water 


PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 

BETWEEN 

New  York.  Philadelphia.  Baltimore 


AND 


Los  Angeles,  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  bills  of  lading  issued  to  San  Diego,  Oakland,  Stockton  and 

Sacramento,  California;  Hawaiian  and  Far  East  Ports; 

Grays  Harbor  and  Puget  Sound,  Wash. 

For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore,  Md. 

39  South  Street 


Telephone,  Bowling  Green  7394 

Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  Pa. 

Oliver  Building 


And 


at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


ROUTE  YOUR  CARGO  VIA 

MobilerGulfporlfPensacola 

SHORT  LINE  EXPORT  OUTLET 

From  Mississippi  Valley  and  Ohio  Valley  Points 

Liner  Service:  Liverpool,  Manchester,  Glasgow, 
Belfast,  Dublin  and  Bristol  Channel  Ports 

We  Solicit  General  Cargo 
LIVERPOOL  and  MANCHESTER 

S.S.  COAHOMA    COUNTY Due  Mobile  December  30th 

S.S.  MAIDEN   CREEK Due  Mobile  February  lit 

S.S.  CLAVARACK One  Mobile  February  17th 

LONDON-HULL  and  EAST  COAST 

S.S.  EASTERN   SUN One  Mobile  December    24th 

A-l  STEAMER Late  January 

A-l  STEAMER Late  February 

HAMBURG  and  BREMEN 

S.S.  WILD  WOOD Dae  Mobile  January  28th 

BRISTOL  CHANNEL  and  WEST  COAST 

S.S.  AFOUNDRIA Due  Mobile  February  10th 

Waterman  Steamship   Corporation 

MOBILE,  ALABAMA 
Our  Service  Backed  by  18  Year*'  Experience 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 


SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  ROUTE" 

From  San  Francisco  and    Los  Angeles  to  Baltimore,  calling  at 

Manzanillo,  Mexico,  San  Jose  de  Guatemala,  La  Libert  ad, 

Salvador,  Havana,  Cuba,  and  Norfolk. 

5.5.  Colombia  sails  from  Baltimore  January  12th 

5.5.  Ecuador  sails  from  San  Francisco  January  25th 

and  approximately  every  22  days  thereafter 

PANAMA  SERVICE 

San  Francisco  to  Mexico.  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-two  days 

General  Offices:          SOS  California  Street,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7^-knot.  steamers:  S.S. 
Golden  State  (January  14th);  S.  S.  Empire  State  (February 
7th);  S.  S.  Hoosier  State  (March  4th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  5.  5.  Wolverine  State  (January 
19th);  5.  5.  Creole  State;  S.  S.  Granite  State. 

Through  bill*  of  lading  issued  to  and  from  point*  beyond  port*  of  call 
For  rates  and  otber  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agents:  U.  S.  Shipping  Board 
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one  carload  of  machinery  from  Cleveland  to  our  New  York 
representative.  Upon  arrival  of  the  car  at  New  York  it  was 
found  one  package  was  smashed  and  we  preferrd  claim 
against  the  railroad  company. 

Our  records  disclose  that  the  car  arrived  at  New  York  City 
on  July  29,  1919,  and  our  claim  was  filed  with  the  railroad  com- 
pany in  Cleveland  under  date  of  January  28,  1920.  After  about 
two  years  of  stalling  the  railroad  company  has  come  forward 
with  the  excuse  that  they  cannot  admit  the  claim  for  the  reason 
that  it  was  received  one  day  late,  their  contention  being  that 
it  did  not  reach  their  office  until  January  30,  1920.  To  this  we 
have  replied  that  we  do  not  read  the  bill  of  lading  clause  as 
requiring  that  claims  must  be  in  their  possession  within  six 
months,  as  the  clause  in  the  bill  of  lading  reads,  "Claims  must 
be  made  in  writing  *  *  «  within  six  months  *  *  *."  In 
other  words,  we  feel  that,  having  made  the  claim  and  placed  it 
in  the  mails,  we  should  not  be  prejudiced  because  of  its  late 
arrival  with  the  railroad  claim  department. 

In  disputes  in  connection  with  non-receipt  or  late  receipt 
of  arrival  notices,  it  has  usually  been  contended  that  placing 
the  arrival  notice  in  the  mails  is  evidence  of  receipt  in  the 
usual  course  of  business,  and  we  fail  to  see  why  the  same  pro- 
cedure should  not  apply  in  the  case  of  claims  rendered  against 
the  railroad  company.  We  may  mention  that  the  railroad  com- 
pany flatly  refuses  to  pay  the  claim  and  they  tell  us  they  are 
acting  under  the  instructions  of  the  regional  counsel,  Railroad 
Administration,  at  New  York  City. 

Kindly  advise  whether,  in  your  opinion,  we  are  entitled  to 
succeed?  It  seems  that  it  will  be  necessary  for  us  to  bring 
suit  to  get  any  redress,  but  we  hesitate  to  do  so  if  there  is  any 
precedent  in  favor  of  the  attitude  the  railroad  company  take. 

Answer:  We  have  been  able  to  locate  but  two  cases  in 
which  this  question  has  been  considered,  neither  of  which  cases, 
however,  are  broad  enough  in  their  scope  to  be  probably  used 
as  precedents.  In  St.  L.  I.  M.  &  S.  vs.  Furlow,  117  S.  W.  517, 
the  shipper  mailed  notice  of  claim  which  failed  to  arrive  within 
the  one  day's  time  provided  in  the  bill  of  lading  and  recovery 
was  denied.  This  case  covered  injury  to  live  stock,  the  court 
saying: 

In  the  stipulation  in  the  case  before  us  the  notice  in  writing  was 
required  to  be  served  within  one  day  after  the  delivery  of  the  stock  at 
destination.  The  object  of  the  notice  was  to  give  the  carrier  an  oppor- 
tunity to  fully  and  fairly  investigate  the  claim  for  damages  before  the 
horses  should  be  placed  beyond  the  power  of  the  carriers  to  examine 
and  inspect  by  reasonable  exertion.  It  is  obvious  that  this  could  have 
been  done  only  by  actual  notice.  The  contract  says  that  the  notice 
must  be  served  within  one  day,  and  this  means  actual  notice.  Notice 
the  "one  da  '  w  d  not  be  sufflcient  unless  it  was  received  within 

In  the  other  case,  Johnson  vs.  N.  Y.  N.  H.  &  H  88  A  989 
(Me.),  the  point  considered  seems  not  to  have  been  whether 
the  notice  arrived  within  the  stipulated  time  but  whether  a 
notice  was  actually  sent,  it  being  held  that  the  deposit  of  a 
letter  in  the  mail  properly  stamped  and  properly  addressed  is 
prima  facie  evidence  of  delivery  by  due  course  to  the  addressee 
In  this  case  reference  is  made  to  the  case  of  Chase  vs  Surry 
A.  270  (Me.),  which  case  holds  (but  not  with  respect  to 
urns  against  carriers  for  loss  or  damage)  that  while  the  de- 
posit of  a  letter,  properly  addressed  and  stamped,  in  the  post 
office,  may  be  prima  facie  evidence  of  its  receipt  by  the  ad- 
dressee by  due  course  of  mail,  as  the  law  assumes  that  govern- 
ment officers  do  their  duty,  the  mailing  of  a  notice  within  a 
tipulated  period  of  time,  unless  received  within  that  time  is 
not  proper  notice.  This  case,  in  our  opinion,  expresses  the 
principle  which  should  govern. 

Liability  of  Carrier  for  Loss  of  Grain 

Michigan.— Question:  A  certain  car  of  grain  arrived  at  des- 
tination showing  a  considerable  shortage.  One  side  of  the  car 
had  no  seal,  and  grain  was  leaking  through  one  grain  door  In 
view  of  the  fact  that  the  one  side  had  no  seal,  carrier  states 
they  will  have  to  admit  some  liability,  but  claim  that,  account 
of  the  grain  leaking  through  grain  door,  shipper  will  also  have 
to  acknowledge  liability.  They  will  only  pay  50  per  cent  of 
the  amount  of  the  loss.  Are  they  not  liable  for  the  entire  short- 
Kindly  quote  court  decision  covering  a  similar  case  or 
advise  how  claim  may  be  collected  in  full  without  the  necessity 
of  taking  same  into  the  courts. 

Answer:  By  the  weight  of  authority  the  shipper  has  estab- 
isned  a  prima  facie  case  when  he  shows  that  the  reported 
weight  of  the  grain  delivered  to  the  consignee  was  less  than 
that  delivered  to  and  receipted  for  by  the  carrier.  The  burden 
of  rebutting  this  prima  facie  evidence  of  loss  rests  upon  the 
carrier. 

If  the  installation  of  grain  doors  and  cooperage  is  a  ship- 
per's duty,  there  necessarily  exists  an  obligation  to  use  due  care 
in  performing  it  and  where  the  carriers  furnish  adequate  grain 
doors,  lumber  and  other  cooperage  material  and  specifications 
for  the  use  thereof,  they  should  not  be  expected  to  pay  for  loss 
occasioned  by  the  shipper's  negligence. 

If  loss  of  or  injury  to  goods,  while  in  the  carrier's  posses- 
sion, is  shown,  a  prima  facie  case  is  made  out  against  it,  and 
the  burden  of  proof  then  devolves  upon  it  to  show  that  the  loss 


or  injury  was  due  to  one  of  the  cases  excepted  at  common  law, 
in  this  case  an  act  or  fault  of  the  shipper. 

We  know  of  no  case  covering  a  similar  state  of  facts.  If 
the  carriers  are  not  willing  to  make  a  full  settlement  of  your 
claim  it  will  be  necessary  for  you  to  file  suit. 

Loss    of    Reconsigning    Privilege    at   Through    Rate   on    Account 
of  Misrouting  Shipment  into  Original   Billed   Destination 

Ohio. — Question:  Under  date  of  September  17,  1920,  we 
shipped  a  car  of  lumber  from  Collins,  Miss.,  to  ourselves,  Hart- 
ford, Conn.,  and  gave  agent  at  Hartford  instructions  to  deliver 
on  arrival  to  our  customer,  but  before  car  arrived  our  customer 
went  broke  and  we  wired  agent  to  disregard  our  instructions 
and  have  car  held  at  arrival,  wiring  us,  and  we  would  furnish 
disposition,  which  he  did.  We  then  had  car  reconsigned  to 
Boston,  Mass. 

When  we  received  the  freight  bill  we  found  that  the  carrier 
had  charged  us  the  local  rate  to  Hartford  plus  the  local  rate 
Hartford  to  Boston.  We  filed  claim,  basing  our  claim  on  the 
through  rate  from  point  of  origin  to  Boston.  The  carrier  re- 
turned our  claim  several  times,  trying  to  get  us  to  withdraw 
on  various  technicalities,  which  we  refused  to  do,  and  the  last 
time  the  claim  was  returned  they  claim  that  shipment  moved 
via  G.  S.  &  1.-I.  C.-M.  C.-C.  P.  C.  V.-N.  Y.  N.  H.  &  H.,  while  the 
through  rate  only  appled  via  New  York,  N.  Y.  N.  H.  &  H.,  and 
we  returned  our  claim  to  them,  stating  that  we  would  not  with- 
draw, as  we  could  see  no  reason  why  we  should  be  held  respon- 
sible for  the  misrouting  of  the  shipment.  We  have  traced  them 
several  times  and  the  only  information  we  have  been  able  to 
get  out  of  them  is  that  they  are  trying  to  get  a  copy  of  the 
billing  from  the  agent  at  point  of  origin  to  see  how  shipment 
was  routed,  and  we  might  mention  that  shipment  was  unrouted, 
and  for  that  reason  we  feel  that  shipment  should  have  moved 
in  compliance  with  the  route  published  in  the  tariff. 

We  feel  that  the  carrier  has  no  legal  right  to  hold  up  pay- 
ment of  this  claim  and  will  ask  that  you  advise  what  action 
we  should  take,  whether  we  should  file  a  complaint  with  the 
Commission  or  wait  a  while  longer  to  see  what  the  carrier  is 
going  to  do. 

Answer:  If  the  joint  through  rate  from  Collins  to  Hartford 
applied  only  via  the  New  York  gateway  c|o  N.  Y.  N.  H.  &  H.,  and 
did  apply  with  the  Gulf  &  Ship  Island  Railroad  as  initial  carrier, 
and,  further,  no  routing  beyond  was  given  the  carrier,  then  the 
carriers  parties  to  the  rate  to  Hartford  misrouted  the  shipment 
into  Hartford.  Conference  Ruling  214-C  provides  that,  in  the 
absence  of  specific  through  routing  by  the  shipper  the  carrier's 
agent  must  forward  shipment  via  the  cheapest  available  route. 
There  is  no  doubt  but  what  the  carriers  will  be  obliged,  under 
such  circumstances,  to  protect  the  Joint  through  rate  into  Hart- 
ford, but  whether  this  liability  of  the  carriers  can  be  merged 
into  that  of  protection  of  the  through  rate  from  Collins,  Miss., 
to  Boston,  to  which  car  was  subsequently  reconsigned,  is  an- 
other matter.  Had  the  carriers  not  violated  their  duty  as  to 
routing  into  Hartford,  undoubtedly  the  shipper  could  have  exer- 
cised the  privilege  held  out  to  him  by  the  New  Haven  road  in 
its  I.  C.  C.  F-2079,  which  provides  that  carload  shipments  will  . 
be  reconsigned  at  Hartford  before  placement  for  unloading,  on 
basis  of  the  through  rate  from  origin  via  diversion  point  to  final 
destination.  Had  the  shipper  specifically  routed  his  shipment 
on  his  shipping  order,  via  the  lines  forming  the  route  over  which 
the  through  rate  applied,  the  duty  of  the  carrier  would  have 
been  identically  the  same,  as  if  no  routing  were  specified.  Ab- 
sence of  routing,  and  the  specification  of  routing  by  shipper  via 
the  route  taking  the  lowest  rate,  are  equivalent  to  each  other. 
If  the  through  rate  from  Collins  to  Boston  is  applicable  via 
Hartford,  c|o  the  New  York,  New  Haven  &  Hartford,  the  car- 
riers are  liable  for  failure  to  handle  the  car  so  as  to  insure 
protection  of  that  rate,  knowing  that  under  reconsigning  tariffs 
the  shipping  contract  is  subject  to  be  reopened  at  any  point 
along  the  route. 

Loss  of  a  transit  privilege  on  account  of  a  misroute,  resulted 
in  an  order  of  the  Commission  directing  the  carriers  to  stand 
the  expense  of  getting  car  back  into  route  so  that  the  transit 
privilege  could  be  exercised.  (Conference  Rule  230.) 

Our  advice  would  be  to  keep  after  the  carriers,  insisting 
that  they  satisfy  themselves  as  to  the  carrier's  misroute  and, 
having  done  this,  that  they  make  refund  of  the  overcharge  re- 
sulting from  their  error.  If,  after  waiting  a  reasonable  time 
for  full  investigation  to  be  made,  the  carriers  still  decline  pay- 
ment, your  course  would  be  to  file  complaint  with  the  Interstate 
Commerce  Commission. 

Liability  of  Carrier  for  Value  of  Delayed  Shipment 

Massachusetts. — Question:  In  your  answer  to  "Minnesota," 
on  page  1116  of  November  26,  issue  of  The  Traffic  World,  regard- 
ing the  "Liability  of  Carrier  for  Value  of  Delayed  Shipment,"  I 
fail  to  see  why  the  shipper  should  stand  this  loss  under  the 
circumstances  related. 

True,  a  delay  under  the  law  does  not  constitute  a  conversion, 
but  surely  the  carrier  was  negligent  in  not  promptly  notifying 
the  shipper  of  the  delivery  of  the  first  shipment,  which  would 
have  prevented  the  duplicate  shipment,  or  the  delivery  of  it. 
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AN  ABSTRACT 

of  Every  New  Freight 
and  Express  Tariff 

and  of 

Every  Supplement 
Filed  With 

The  Interstate  Commerce 
Commission 

by  carriers,  subject  to 
the  act  to  regulate 
commerce,  is  printed  in 

The  TRAFFIC  BULLETIN 

and,  except  in  the  case 
of  short  notice  tariffs, 
it  is  printed 

At  Least  Twenty  Days 

before  the  effective  date 


The  same  plan  is  followed  with 
Boat  Line  Tariffs  filed  with 

THE  SHIPPING  BOARD 


You  can  deal  in  futures  on  Freight 
and  Express  Rates  by  means  of 
The  Traffic  Bulletin  and  with  no 
chance  to  lose. 


Samples  and  complete  information  free 

The   Traffic    Service    Corp'n 

418  South  Market  Street,  CHICAGO,  ILL. 


UNITED  AMERICAN 


LINES, 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce   Navigation   Corp'n 

General  Agent*:  Hamburg-American  Line 

American  -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between  New   York,   Boston,  Philadelphia  and  Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 


BMton 
S.S.  PANAMAN     ..............     Dec.  24 

S.3.  ARIZONAN     ..............     Dee.  31 

S.S.  OHIOAN     ....................... 

S.S.    I  I.  nltim  \\      .............     Jan.  14 


Phil..  New  Terk 

Dec.  31  Dec.  29 

.......  Jan.    S 

Jan.    7  Jan.  12 

.......  Jan.  19 


Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  S.  Pacific  Coast  Port!  to  the  Principal  Port*  of  the  United 
Kingdom     and     Continent — Direct     Fort- 
nightly    Sailings 


Joint  Service*  with 

Hamburg-American  Line 

To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  tHANSA     Dec.  n 

S.S.  "MOUNT    CLINTON     Jan.    S 

S.S.  +WUERTTEMBERG    .  .Jan.  12 

S.S.   'MOUNT    CLAY    .   Jan.  19 

S.S.  tBAYERN    Jan.  26 

•Carrie*  third-class  passengers. 

tCahin    and    third-class    pas  sen  ecru 

LOADING  PIER  86.  NORTH   RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

S.S.  THEMISTO    (via  Baltimore) Jan.  21 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  CLARKSBURG     (via    Baltimore    and    Norfolk) Jan.  S 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

S.S.  CLARKSBURG    (via    Norfolk) ..Jan.   12 

S.S.  THEMISTO Jan.  28 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  CLARKSBURG     Jan.  14 

NEW  ORLEANS  TO  HAMBURG 

S.S.   WESTERWALD     Early    January 

S.S.  SACHSENWALD Early    February 

Through  bills  of  lading:  via  Hamburg;  iuned  to  all  Scandinavian 
and   Baltic   Ports 


NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belawan-Dell.    Port    Swottenham.    Singapore,    Bataria. 
Samarang,    Soerabaya 

S.S.  WEST    CALUMB     Jan.  10 

I.oadinr    Pier    21.    Pouch    Terminal.    Clifton.    S.    I. 


NEW  YORK  TO  NORTH  AFRICA.  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

S.S.   WEST    CALUMB     J,n.  10 

Loading    Pier    21,    Pouch    Terminal.    Clifton.    S.    I. 

General  Offices:  39  BROADWAY,  New  York 

Telephone   WHITEHALL    1020 

WESTERN  FREIGHT  OFFICE 

327  South  LaSalle  Street.  Chicago  Phone  Wabaih  48)1 

BRANCH    OFFICES 

40  Central  Street,  Boston  Phone  Fort  Hill  30S4 

Bourne  Bldg..  Philadelphia  Phone  Lombard  70SD 

Oliver  Bldg..  Pittsburgh  Phone  Grant  7431-2 

GENERAL    PACIFIC    COAST  AGENTS 

Williams,  Dimond  &  Co.,  310  Sawome  St.,  San  Francisco 
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The  carrier  admitted  its  negligence  by  paying  the  claim,  now 
they   request   the   shipper   to  refund   the  amount   paid   to   him. 

What  recourse  has  the  shipper  now  that  the  consignee  is 
no  longer  in  business  and  in  all  probability  cannot  readily  be 
located? 

Answer:  Apparently  the  shipper  was  first  advised  by  the 
consignee  that  the  shipment  had  not  arrived,  which  the  carrier 
confinned.the  duplicate  shipment  having  then  been  forwarded. 
While  payment  for  the  loss  of  the  first  shipment  was  made  by  the 
carrier,  this  was  evidently  made  under  a  mistake  of  fact,  namely, 
that  the  shipment  had  been  lost. 

The  loss  sustained  by  the  shipper  was  not  due  to  any  neg- 
ligence in  the  transporting  of  the  duplicate  shipment  by  the 
carrier,  but  the  failure  of  the  consignee  to  pay  for  it.  The  car- 
rier should  rightfully  refund  the  amount  of  the  freight  charges 
on  the  duplicate  shipment,  but  not,  in  our  opinion,  the  value 
thereof. 

Liability  of  Carrier  for  Failure  to  Furnish  Cars 

Ohio. — Question:  Claim  is  for  damage  to  cabbage  which 
rotted  in  the  field  and  on  the  carrier's  right-of-way.  Claimant 
orders  cars  from  carrier;  notified  carrier  that  cabbage  was  rot- 
ting in  the  field  account  failure  to  secure  cars;  some  cabbage 
hauled  to  station,  but  account  no  cars  available  was  unloaded  on 
right-of-way  to  await  cars.  A  large  amount  of  cabbage  rotted 
in  the  field  and  the  cabbage  which  was  unloaded  on  the  right- 
of-way  was  also  a  complete  loss.  Claim  is  filed  for  estimated 
tonnage  lost,  based  on  average  yield  for  the  district,  at  prevailing 
price,  no  amount  included  for  cost  of  labor  held  for  purpose  of 
harvesting  and  hauling.  Carrier  declines  claim  on  the  ground 
that  they  are  not  liable  for  loss  of  property  before  actually  in 
their  possession.  If  you  cannot  cite  precedents,  please  advise 
your  opinion  as  to  carrier's  liability. 

Answer:  In  A.  C.  L.  Ry.  Co.  vs.  Geraty,  166  Fed.  10,  the 
court  held  that  the  carrier  was  liable  for  losses  sustained  by 
growers  due  to  the  failure,  of  the  carrier  to  furnish  refrigerator 
cars  which  had  been  ordered.  The  court  said,  in  part:  "This 
is  not  the  case  of  a  railroad  carrying  ordinary  freight  being  called 
upon  to  provide  unusual  facilities.  The  testimony  tends  to  show 
that  Meggete  was  the  station  of  a  great  truck  growing  region, 
and  that  the  railroad  had  constructed  spurs  of  tracks  running 
into  it  for  the  purpose  of  transporting  the  products  grown  there, 
and  had  been  furnishing  refrigerator  cars  in  previous  years,  and 
had  permitted  the  car  companies  furnishing  the  refrigerator 
cars,  under  some  arrangements  with  the  railroad  company,  to 
solicit  the  business.  When,  encouraged  by  these  facilities,  the 
farmers  gradually  increased  the  acreage  under  cultivation,  with 
the  knowledge  of  the  railroad  company,  it  could  not  be  success- 
fully contended  that  the  railroad  company  fulfilled  its  duty  to 
provide  proper  instrumentalities  of  transportation,  if,  when  a 
perishable  crop  was  ready  for  the  market,  the  grower  was  obliged 
to  let  it  perish  for  want  of  proper  cars.  All  the  findings  of  fact 
necessary  to  impose  the  duty  on  the  defendant  railroad  were 
left  to  the  jury.  There  was  evidence  from  which  the  jury  was 
justified  in  finding  them,  and  we  think  they  were  sufficient  to 
support  the  verdict. 

As  to  the  cabbages,  which,  because  of  notice  from  the  rail- 
road company  that  the  cars  would  not  be  furnished,  the  plaintiff, 
although  he  had  them  on  hand,  did  not  incur  the  useless  ex- 
pense of  tendering  them,  we  think  the  ruling  of  the  trial  court 
was  correct.  The  cabbages  were  of  no  value  unless  they  could 
be  shipped  to  markets  where  they  were  in  demand.  They  were 
grown  but  for  the  expectation  and  previous  experience  that  the 
railroad  would  transport  them  so  as  to  arrive  in  a  salable  con- 
dition. The  failure  to  furnish  the  refrigerator  cars  directly 
destroyed  their  value." 

Liability  of  Carrier  for  Injury  Caused  by  Defective  Cars 
Illinois. — Question:  We  used  a  stock  car  for  loading  pur- 
poses and  car  contained  a  carload  of  prepared  roofing  paper. 
The  sides  of  car  were  protected  and  lined  with  roofing  paper 
to  the  extent  that  it  would  be  impossible  for  the  contents  to 
become  damaged.  When  car  arrived  at  destination  contents 
were  received  damaged  and  notation  made  on  freight  bill  by 
agent  stating  that  material  was  damaged  account  of  a  very  bad 
leaky  roof.  Claim  was  filed  with  carrier  who  had  delivered  the 
car;  same  was  declined.  Their  reasons  were  that  originating 
line  furnished  the  equipment  and  all  responsibility  rested  with 
them. 

We  contend  that  the  originating  line  should  iiave  made  an 
inspection  of  this  car  before  same  was  placed  at  our  siding. 
We  would  like  to  know  if  we  can  hold  the  carriers  responsible 
for  the  condition  of  this  car,  even  though  it  was  necessary  to 
use  a  stock  car.  Did  liability  of  the  carriers  cease  when  we 
used  such  a  car  for  loading  purposes?  This  happened  during 
a  period  of  car  shortage.  Had  this  car  been  inspected  and  had 
a  good  roof  on,  damage  would  not  have  occurred,  and  would 
appreciate  it  if  you  will  give  us  your  opinion  on , this  case. 

Answer:  While  it  has  ben  held  that,  where  the  shipper 
voluntarily  selects  the  cars  in  which  his  goods  are  shipped,  by 
virtue  of  express  contract  or  under  circumstances  which  charge 
him  with  full  knowledge  of  their  capabilities  and  defects,  relying 
upon  his  own  judgment  and  not  on  the  duty  of  the  carrier,  the 


carrier  is  not  liable  for  loss  or  injury  caused  by  defects,  except 
such  as  are  latent  and  not  readily  discoverable  (see  Edward 
Frolick  Glass  Co.  vs.  Penn  Co.,  101  N.  W.  223  (Mich.)),  never- 
theless it  should  appear  that  there  was  a  distinct  agreement 
by  the  shipper  to  assume  the  risk  of  the  sufficiency  of  the  car 
furnished,  or  that  the  shipper  did  not  leave  the  selection  of  the 
car  to  the  carrier,  but  assumed  that  duty  himself. 

If  the  initial  carrier,  in  the  instant  case,  accepted  the  goods 
as  for  shipment  as  loaded,  without  exception,  it  is  liable,  in  our 
opinion,  for  the  damage  thereto,  particularly  in  view  of  the  fact 
that  the  loss  apparently  resulted  from  the  defective  roof  of 
the  car  and  was  not  due  to  the  fact  that  they  were  loaded  in  a 
stock  car. 

Liability    of    Carrier    for    Injury    Resulting    from    Defective    Car 
Unloaded  and  Reloaded  Without  Inspection  by  Carrier 

Pennsylvania. — Question:  At  a  mill  having  a  private  siding, 
a  car  of  wood  was  received  in  a  box  car,  and  there  was  no 
evidence  at  that  time  that  the  car  was  not  in  good  order,  no 
placard  being  placed  thereon  as  to  a  "leaky  roof."  This  car  was 
again  loaded  with  paper  and  the  agent  notified,  who  signed  a 
clean  bill  of  lading  for  same.  When  the  shipment  reached  desti- 
nation claim  was  made  account  of  damage  by  water  caused  by  a 
leaky  roof.  The  carriers  decline  the  claim  on  account  of  not  hav- 
ing been  notified,  so  that  they  could  have  had  an  inspector  look  at 
the  car  before  loading.  We  understand  there  was  no  inspector  at 
that  point,  it  being  a  small  station,  and  the  agent  had  perfect 
right  to  refuse  the  shipment  if  he  thought  the  car  was  not 
proper  equipment  in  which  to  load  paper,  and  there  is  no  way  of 
telling  but  that  this  car  sprang  a  leak  after  the  paper  was 
loaded  in  same. 

Can  you  advise  us  through  your  columns  if  there  has  been 
any  rulings  in  connection  with  this  kind  of  a  claim,  or  whether 
the  stand  of  'the  carrier  is  correct  in  view  of  their  signing  a 
clean  receipt  for  the  car? 

Answer:  The  only  case  we  can  locate  which  is  apparently 
in  point  is  that  of  C.  C.  C.  &  St.  L.  Ry.  vs.  Louisville  Tin  & 
Stove  Co.,  Ill  S.  W.  358  (Ky.).  This  case  covered  a  car  loaded 
with  soda  ash,  a  chemical,  the  action  of  which  causes  boards  to 
shrink  and  metal  to  rust,  which  car  was  delivered  to  a  consignee 
and  reloaded  with  cans.  The  carrier  set  up  that,  as  the  car  had 
been  reloaded  without  its  consent,  or  knowledge,  it  should  not 
be  held  liable  for  the  damages.  The  court,  in  holding  the  carrier 
liable,  said: 

It  was  not  the  duty  of  Ball  Bros,  to  inspect  the  car  or  to  exercise 
care  to  know  whether  it  was  in  condition  for  the  goods  to  be  snipped 
in  it;  but  they  had  a  right  to  put  the  goods  in  the  car,  assuming  that 
the  railroad  company  would  not  have  directed  this  to  be  done  unless 
the  car  was  suitable.  It  is  not  charged  that  Ball  Bros,  were  not 
authorized  to  place  the  cans  in  the  car.  The  fact  that  it  was  done 
without  the  defendant's  knowledge  or  consent  does  not  show  that  the 
initial  carrier  did  not  authorize  it,  and  it  was  the  duty  of  the  de- 
fendant to  keep  the  goods  safely  after  it  received  them. 

In  Nicholson  vs.  St.  L.  &  S.  F.  R.  Co.,  124  S.  W.  573,  and 
Edward  Frolich  Glass  Co.  vs.  Penna.  Co.,  101  N.  W.  223,  it  was 
held  that  the  shipper  was  bound  by  his  selection  of  cars.  How- 
ever, in  the  first  case  the  unfitness  of  the  car  was  apparent  and 
the  bill  of  lading  contained  a  release  from  liability  on  the  part 
of  the  carrier,  while  in  the  second  case  it  was  shown  that  there 
was  an  agreement  between  the  shipper  and  carrier  whereby  the 
shipper  was  authorized  to  select  cars  for  transportation  of  the 
products  and  he  selected  an  obviously  unsuitable  car. 

Liability  of  Carrier  for  Loss  of  Shipment  Billed  to  Inland  Point 

Illinois. — Question:  Please  let  us  have  your  opinion  as  to 
a  carrier's  liability  in  case  of  non-receipt  by  a  consignee  of  a 
shipment  consigned  by  freight  to  an  inland  point,  but  delivered 
by  the  carrier  to  the  nearest  prepay,  non-agency  station. 

The  case  we  have  in  mind  is  one  on  which  the  railroad 
company  has  declined  to  honor  a  claim  because  of  making  de- 
livery as  above  outlined.  To  be  exact,  the  shipment  was  con- 
signed from  Cincinnati,  O.,  on  a  bill  of  lading  showing  only 
Diablock,  Ky.,  as  destination.  Diablock,  Ky.,  is  only  a  post  office 
and  not  a  railroad  station.  Shipments  for  that  point  are  billed 
by  the  railroad  to  Glomar,  Ky.,  a  prepay  point,  which  in  turn 
bills  to  Hamdin,  Ky.,  according  to  information  given  us  by  the 
railroad  company. 

The  shipment  in  question  was  billed  to  Diablock,  Ky.,  through 
'error  of  the  shipper  and  not  on  instructions  of  the  consignee, 
whose  intention  it  was  to  have  the  shipment  billed  to  an  entirely 
different  point. 

In  view  of  the  fact  that  neither  Glomar  nor  Hamdin  were 
shown  on  the  bill  of  lading,  was  it  the  duty  of  the  carrier  to 
ideliver  the  shipment  to  the  nearest  non-agency  point  (Glomar, 
Ky.)  or  should  he  have  declined  to  accept  it  from  the  shipper 
because  the  bill  of  lading  showed  only  Diablock,  Ky.,  as  destina- 
tion? The  shipment  in  question  was  prepaid  by  the  shipper. 

Answer:  While  no  doubt  the  instances  are  common  enough, 
we  cannot  locate  a  case  which  covers  a  like  situation 

If  a  shipment  is  actually  billed  to  a  non-agency  station  the 
carrier  may  rely  upon  the  consignee  being  at  that  point  to  re- 
ceive it  upon  its  arrival  and  will  not  be  liable  for  its  loss  after 
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PASSENGER 
and  FREIGHT 
STEAMERS 


NEW  ORLEANS-EUROPE 

MEXICO 

Corunni,    Sanlander,    Cherbourg, 

Southampton,  and  Amsterdam,  via 

Vera  Cruz  and  Hiram 

Sailing  from  New  Orleans 
S.  S.  Hollandia. . . .  December  30th 

S.  S.  Frisia February  10th 

S.  S.  Hollandia March  10th 

First,  second  and  third  class 

Sailings  every  three  weeks  there- 
after. Sailings  subject  to  change 
without  notice. 

For  further  particulars  apply  to 

THE  STEELE  STEAMSHIP 
LINE,  INC,  Agent., 

£30  Common  Street,     New  Orleans,  La. 


THREE  STAR  LINE 

(Ste.  les  Affreteurs  Reunis) 

REGULAR    FREIGHT    SERVICE 

BETWEEN 

NEW  YORK— PHILADELPHIA 

AND 

Casablanca,  Cadiz,  Tangiers,  Ceuta,  Gibraltar, 
Algiers,  Barcelona,  Marseilles,  Genoa,  Leghorn. 

Through  Bs/L  for  all  ports  of  Spain,  Morocco,  Algeria, 
Tunisia,  Cette,  Nice  and  Near  East 

General  Offices:  23  Bridge  Street,  New  York 
Chicago  Agent :  M.  E.  Kienappel,  142  So.  Clark  St. 

Philadelphia  Agent:  Earn  Line,  Bullitt  Building 


ANFODD 


FLORIDA. 


Manufacturers  —  Capitalists 
Wholesalers  —  Men  of  Broad  Vision 

SANFORD  offers  the  opportunity  to  emulate  the  success 
of  the  late  Henry  M.  Flagler,  Florida's  pioneer  investor. 

Situated  on  the  headwaters  of  the  St.  Johns  River, 
SANFORD  is  an  ideal  industrial  and  manufacturing 
center.  It  possesses  most  advantageous  facilities  for  water 
and  railroad  transportation,  being  the  terminus  of  the 
Clyde  Line  steamers.  The 
very  heart  of  Florida's  most 
fertile  farming  district  is  here 
(celery  crop  alone  amounting 
to  $5,000,000  annually). 

It  is  not  a  Gamble.  The 
Community  is  here  and  flour- 
ishing. Imposing  office  build- 
ings, handsome  clubs  and 
churches  and  beautiful  resi- 
dences. 

We  offer  Lucrative,  Invul- 
nerable Investments.  Let  us 
place  the  facts  before  you. 

Address 

Sanford  Chamber  of  Commerce 

Sanford,  Florida 


World  -Wide 
Freight  Service 

WHITE  STAR  DOMINION  LINE          AMERICAN  LINE 

ATLANTIC  TRANSPORT  LINE  LEYLAND  LINE 

RED  STAR  LINE  WHITE  STAR  LINE 

REGULAR  SAILINGS 

FROM 

New  York  Portland,  Me.  Norfolk 

Boston  Montreal  Mobile 

Philadelphia  Baltimore  New  Orleans 

Galveston  Brunswick 

TO 

London  Antwerp 

Liverpool  Hamburg 

Manchester  Danzig 

Glasgow  Gibraltar 


Avonmouth 


Genoa 

Southampton 
Australia  and 
New  Zealand 
Naples 


International  Mercantile  Marine  Co. 

A.  C.  Fetterolf,  Freight  Traffic  Manager 

1.  D.  Roth,  Gen.  Weitern  Freight  Ant.        T.  0.   Martin.  N.  W.  Freight  Agt 
327    South    La   Salle    Street.  Metropolitan    Life    Building. 

Chicago,    Illlnoll.  Minneapolis    Minn. 

E.    J.    McDonnell.    Southwestern    Freight    Agent, 
1 101     Locust    Street,     St.     Loult,     Mo. 
Office! 

New    Orleans,     Hlbcrnla 


New  York.  II   Broadway 
Boston,    84   State   St. 
Montreal.     McGIII    Bldg. 
Philadelphia.     Bourse     Bldg. 
Baltimore.     Chamber    of    Commerce 
Toronto,    1008    Royal    Bank    Bldg. 


Bank    Bldg. 

Galveston.    Cotton    Exchange   Btdg. 
Norfolk,  Flatlron  Bldg. 
Houston,    Cotton    Exchange    Bldg. 
Mobile,    Ala.,    Mobile    Liners. 
Portland,     Me.,     I     India    Street. 


•W"  The  book  which  you  have  been  seeking  *W 

"Limitation  of  Common  Carrier's  Liability" 

Laws  governing  the  filing  and  settlement  of 

Claims  Against  Common  Carriers 

for 

Loss,  Damage,  Injury  and  Delay 

to 

Property  Transported  in  Interstate  and  Foreign  Commerce 

Coven  ill  question*  involving  CLAIMS  BETWEEN  SHIPPERS  AND  CARRIERS,  including  lUtua  of  carrier*' 
liability,  »nd  validity  of  limited-liability  cUuM»  in  bill*  of  lading  under  Section  20  of  the  InlenUle  Commerce 
Act,  u  developed  by  the  "Canuck  Amendment,"  and  the  first  and  aecond  "Cummin*  Amendment*.**  T!  •  pur- 
pose "/  ili.-  work  M  in  tfafe  the  f>re*enl  /me  governing  every  propotilion  involving  curriers'  liability  in  a  manner 

•eryday  f 


applicatic 


Y  problri 


All  legal  work*  heretofore  published  on  the  subject  of  the  rights  and  liabilities  of 
shippers  and  carriers  have  been  rendered  obsolete  by  the  interpretation  and  construe- 
tion  of  Section  20  of  the  Interstate  Commerce  Act  by  the  United  States  Supreme  Court 


The  only  up-to-date,  complete  and  authoritative  work  on 
this  very  Important  and  much-misunderstood  subject. 

Affr<-|>  evrry  nhipfxr  and  carrier  in  the  United  Stair*,  whfthrr  largr  »r  >null, 


TreaU  fully  the  many  leading  decuiona  of  the  United  States  Supreme  Court, 
governing  thi*  lubject,  including  the  following  controlling  r««c»:  McCautl- 
Dintmore  Co.,  Primme,  Lockwood.  Hart,  Piper,  Rivtrtide  Mtllt,  Croninger, 
Detttebach.  Pretcoll.  Starbird,  Olivit  Bros..  Carl.  Harriman  Hr.,*.,  Blith  Milt- 
ing Co.,  Burke.  Pi>rc«  Co.,  Rankin,  Robinton,  Ward,  Lealherwood,  Cramer, 
Scaly,  .\nman-ManuMCo.,  Hooker,  Ht*d,  Coltin*  Product  Co..  etc. 


A  few  of  the  important  subjects  treated: 


Common-law  liability  ••  modified  b] 
terminal  cerrlen     Limned  li.blht  y 

deleted  or  rrler.»ed  v.lu.tioi.  -Li. 


I  forenn  comme'ce     Hele,  det«ndcnt   . 
tamer  for  full  .ttu.l  Io»..  d  .mefe  or  in 


cl  . 


.  Tiorl,  and  m.titulion  of  «uit>  — Elemente  eifld  ntfmi 
price  or  market  price  control*  —  Intere*t  — Refund  of  lrei«1 
from  liebllltr  (or  act  of  Ood.  public  enemr.  rtecllleneo  ol  iliprer 

Forma  of  domcelic  and  eiport  billt  of  ledloj— 'Shipper',  weight,  load 
pro<e*dln(t-]uti. diction  of  Interltlta  Commerce  Commtaaron—  "Carmaek 
Cummlna  Amondmrmt."— "Harler  Ae»,"  eu 


C<»njMl«f «  TaoU  of  C*Mf  *nr* 


".  shipping  • 


r  ANALYSIS,  a  lucid  and  i 

.  I  (Iruilrd   IM)r  \.   «n,t   * 


nve  StBJtCT-MATTER  with  ropiou* 
f  TABI  K  OF CASKJ. 


Tl.r  work  ii  primed  on  thr  hiitb«*l  qualit>  of  paprr.  and  Ibc  alylr  i>(  criming  uaeel  pro>ide«  i 
Imim  rle-.r.  Ur|rt  l-l~      <J5  lor,.  „,.,  »/....  7K  in.  I  IPX  to      Soonrf  ftt  I        ' 


t  lrgit>ilit>. 


>t>f  tliffcrr-nliaci.nl  tmr(.o"-i  ihr  Analv*ii  u  printed  am  pink  pafie-r.  the  Subject-Matter  on  wfcilr  pape 
on  «ree>rl  paper,  •ttd  the  Table  of  t.j«-«  on  rr/lot4<  paper.  The  merhanieal  eonMmctioo  and  color  *c: 
work  it  both  original  awl  imiqtie.  IT  SAVtS  TIME.  LABOR  AND  MONKY. 


PRICE,  $7.50  — - 


deli*ere.i.  or  at  any  book  dealer.    Sent  M  ft*  ttmyt'  m 

K  OKDER  AT  O>"CF,  AS  PRKSFN1    H>1TION   IS  LIMITED. 
\mifeJ  free  *pon  reqmttl 
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delivery  at  that  point,  in  the  event  the  consignee  is  not  there 
to  receive  it. 

If,  however,  the  shipment  is  billed  to  an  inland  point,  the 
carrier  should,  in  our  opinion,  either  deliver  the  shipment  to 
an  agency  station  and  secure  disposition  therefor,  or  secure 
proper  delivery  instructions  from  the  consignor  before  accepting 
the  shipment,  instead  of  delivering  it  at  a  non-agency  station, 
even  though  such  station  is  somewhat  nearer  the  actual  destina- 
tion of  the  shipment.  Failing  to  do  either  of  these  two  things, 
it  is,  in  our  opinion,  liable  for  the  loss  of  the  shipment. 
Liability  of  Carrier  for  Unauthorized  Inspection  of  Perishable 

Goods 

Ohio. — Question:  Kindly  advise  whether  or  not  there  has 
been  ruling  by  the  Interstate  Commerce  Commission,  or  other- 
wise, giving  carriers  the  privilege  of  inspecting  cars  in  transit 
or  after  arrival  at  destination  without  the  consent  of  the  owners. 

It  is  very  detrimental  to  perishable  freight  moving  under 
refrigeration  to  make  these  inspections,  and  we  have  had  cars 
inspected  without  our  instruction  where  the  inspection  caused 
considerable  damage,  and  if  there  is  any  way  to  have  this  matter 
eliminated,  we  would  like  to  do  so. 

Answer:  We  know  of  no  ruling  on  the  subject,  but,  unless 
the  inspection  is  necessary  for  the  proper  protection  of  the  ship- 
ment, under  the  instructions  of  the  shipper,  such  inspections 
should  not  be  made  and  the  carrier  could,  no  doubt,  be  held 
liable  for  any  damage  which  can  be  proved  to  have  resulted 
from  unauthorized  and  unnecessary  inspection  by  the  carrier's 
servants. 

Tariff   Interpretation — Application   of  Carload    Rate  to   Less-than- 

Carload    Shipment   Where    No    Corresponding    Less-than-Car- 

load  Rate  Established 

Canada. — Question:  A  shipment  of  approximately  16,000 
pounds  moved  from  a  point  in  Indiana  to  a  point  in  Canada  un- 
der the  carload  rate  and  minimum  weight.  The  bill  of  lading 
does  not  state  whether  the  shipment  was  in  packages  or  loose, 
but  the  issuing  agent  indorsed  the  bill  of  lading,  "L.  C.  L.  rate 
will  be  protected."  Freight  charges  were  reduced  at  destination 
by  us  to  basis  of  L.  C.  L.  rate  at  actual  weight,  and  carriers 
now  demand  payment  on  basis  of  carload  rate  and  minimum 
weight,  claiming  that  the  classification  does  not  provide  L.  C.  L. 
rate  for  shipments  in  the  loose  state.  Please  advise  if  indorse- 
ment by  issuing  agent  is  sufficient  authority  for  the  L.  C.  L.  rate 
to  be  protected. 

Answer:  The  notation  on  the  bill  of  lading-merely..  raises 
the  presumption  that  this  was  intended  to  be  and  was  tendered 
the  shipper  and  accepted  by  the  carrier  as  an  L.  C.  L.  consign- 
ment. It  is  not  conclusive  proof,  however,  for  if  you  ordered 
a  car  for  these  goods,  loaded  and  tendered  same  as  a  carload 
shipment,  and  received  carload  service  thereon,  the  notation  on 
the  bill  of  lading  would  be  outweighed  by  the  more  conclusive 
evidence  of  a  carload  shipment.  Carload  shipments  are  subject 
to  carload  rates;  L.  C.  L.  shipments  to  L.  C.  L.  rates.  If  the 
evidence  is  sufficient  to  prove  beyond  all  reasonable  doubt  that 
this  was  an  L.  C.  L.  shipment,  tendered  and  accepted  as  such, 
accorded  L.  C.  L.  service  by  the  carrier,  the  same  is  entitled  to 
a  less-carload  rating.  It  is  not  subject  to  a  carload  rate  unless 
it  was  a  carload  shipment,  except  that  if  the  charges  at  the  rate 
and  minimum  weight  are  less  than  the  carload  rate  under  rule 
15,  section  2,  Consolidated  Classification  No.  2,  is  applicable. 

If  the  facts  surrounding  the  handling  of  this  consignment  are 
conclusive  of  the  fact  that  same  was  offered,  accepted  and  han- 
dled as  an  L,.  C.  L." shipment,  regardless  of  rule  6,  section  1, 
Consolidated  Classification  (which  provides  that  such  shipments 
will  not  be  accepted  by  the  carrier  on  account  of  being  improp- 
erly packed,  etc.),  the  carrier  has  accepted  and  transported  a 
less-than-carload  shipment  without  a  published  rate,  and  a  ship- 
ment which  it  does  not  hold  itself,  out  to  carry. 

Section  6  of  the  interstate  commerce  act  requires  the  carrier 
to  publish  the  rate  it  will  charge  on  the  different  classes  of 
traffic  it  holds  itself  out  to  haul.  If,  therefore,  the  carrier  ad- 
vises shippers,  through  its  published  tariffs,  as  to  the  kinds  of 
freight  and  conditions  under  which  it  will  or  will  not  haul,  and 
then  acts  to  the  contrary  by  accepting  goods  from  one  shipper 
in  a  condition  which  it  tells  the  public  generally  it  will  not  haul, 
it  merely  creates  an  unlawful  situation.  In  the  instant  case  the 
carrier  has  not  provided  itself  with  an  L.  C.  L.  rating  on  the  ma- 
terial, when  shipped  loose,  and  specifically  informs  the  public 
that  the  same  will  not  be  accepted.  If  the  carload  rate  were 
applicable  to  such  L.  C  L.  shipment  when  same  is  offered,  ac- 
cepted and  transported  as  such,  then  rule  6  is  meaningless  in 
providing  that  such  a  shipment  will  not  be  accepted,  for  there 
would  then  be  a  holding  out  to  transport  L.  C.  L..  shipments  of 
this  character  at  the  carload  rate.  There  is  no  such  provision  in 
the  published  tariffs  of  the  carrier. 

The  fact  that  a  carload  rate  is  published  on  this  commodity, 
when  shipped  in  the  condition  described,  is  immaterial,  unless 
the  shipment  was  offered,  accepted  and  transported  as  a  carload 
shipment. 

Shipper  Mu«t  Prove  Value  of  Goods  Delayed  in  Transit 
Illinois. — Question:     Claimant  purchased  a  shipment  of  metal 
In  the  East  for  shipment  to  the  plant  at  Chicago.     Car  was  de- 


layed in  transit  from  July  27  to  August  30.  In  this  period  of 
time  the  price  of  the  commodities  dropped  $2  a  ton.  The  buyer 
filed  claim  with  carrier  for  the  difference  in  the  market  value 
of  the  goods  at  the  time  they  should  have  arrived  and  the  market 
value  of  the  goods  at  the  time  they  did  arrive. 

The  carrier  admits  liability  and  unreasonable  delay  in  the 
shipment,  but  refused  to  pay  claim,  inasmuch  as  the  claimant 
is  unable  to  show  specifically  just  what  his  loss  is.  In  other 
words,  the  material  bought  is  worked  up  into  other  commodities 
and  disposed  of  in  this  manner. 

Please  advise  whether  the  carrier  is  liable  for  the  difference 
in  the  market  value  at  the  time  shipment  should  have  arrived 
and  time  it  did  arrive,  citing  us  any  similar  cases  and  decisions 
thereon. 

Answer:  For  unreasonable  delay  on  the  part  of  the  carrier 
in  the  transportation  of  goods,  the  owner  is  entitled  to  the  dif- 
ference between  the  market  value  of  the  goods  at  the  time  of 
arrival  and  the  market  value  at  the  time  the  goods  should  have 
arrived. 

The  burden  of  proof  is  on  the  plaintiff  to  show  the  value  of 
the  goods. 

FREIGHT  BUREAU  INVESTIGATION 

The  Traffic   World   Washington  Bureau 

The  specific  thing  that  caused  Senator  Pittman,  of  Nevada, 
to  offer  the  resolution  directing  the  Commission  to  investigate 
the  Transcontinental  Freight  Bureau,  was,  he  says,  the  filing  by 
that  bureau  of  the  fourth  section  applications  on  behalf  of  the 
transcontinental  lines  to  make  rates  eastbound  from  Pacific 
coast  points  of  origin  to  meet  water  competition  via  the  Panama 
Canal,  without  reducing  them  from  intermediate  points  of  origin. 
The  proposals  of  the  Bureau,  he  says,  will  cause  greater  dis- 
crimination than  ever  against  the  Intel-mountain  country. 

"This  bureau 'pretends  to  be  a  voluntary  rate  organization 
and  to  make  recommendations  to  the  Commission  from  a  disin- 
terested standpoint,"  said  Senator  Pittman.  "I  don't  think  that 
is  true.  It  is  the  plaintiff  before  the  Interstate  Commerce  Com- 
mission in  petitions  to  change  numerous  western  rates.  I  suspect 
very  strongly  that  it  is  a  dummy  institution  of  the  railroads.  The 
railroads  have  a  perfect  right  themselves  to  propose  to  raise  or 
lower  rates.  I  am  not  objecting  to  that.  If  this  bureau  is  noth- 
ing but  a  tool  of  the  railroads,  that  fact  ought  to  be  known.  If 
it  doesn't  represent  the  shippers,  the  public  should  know  it." 

Senator  Pittman  said  the  reductions  proposed  by  the  bureau 
would  "decimate"  the  intermountain  country. 

The  senator  had  a  strong  impression  that  the  bureau  has 
held  itself  out  as  an  impartial  body.  He  did  not  divulge  the 
source  of  that  impression,  though  it  was  suggested  to  him  that, 
as  far  as  known  the  bureau  had  not  held  itself  out  as  a  repre- 
sentative of  shippers. 

It  is  believed  that  when  the  Commission  makes  a  report  on 
(the  Pittman  resolution  it  will  point  out  that  the  bureau  is  a  rail- 
road organization,  pure  and  simple,  and  that  no  informed  man 
ever  had  the  slightest  excuse  for  thinking  otherwise;  that  the 
Commission  has  encouraged  the  formation  of  such  bureaus  to 
the  end  that  what  must  be  done  by  all  the  railroads  in  a  group 
shall  be  done  by  one  agent  appointed  for  that  purpose,  thereby 
saving  the  time  of  railroad  officials  and  the  Commission  by  pre- 
venting duplication  of  work.  It  is  further  believed  the  Commis- 
sion will  point  out  that  the  bureau  is  the  organization  created 
by  the  transcontinental  railroads  for  the  consideration  of  requests 
from  shippers  for  changes  in  rates  and  that  it  dockets  such  re- 
quests and  holds  public  hearings  so  that  everybody  interested 
may  have  his  say  for  or  against  the  proposal  of  a  shipper  whose 
name  is  published  in  connection  with  the  request  so  that  every- 
body may  judge  as  to  why  he  made  it. 

The  suspicion  of  Senator  Pittman  that  the  bureau  is  a 
"dummy"  organization  of  the  railroads,  has  caused  smiles  among 
those  who  know  that  what  Mr.  Countiss  is  doing  is  wholly  the 
work  of  the  railroads.  Another  he  merely  publishes  the  rates 
that  have  been  agreed  on  by  the  railroads  that  are  members  of 
the  organization,  and  is  not  responsible  for  the  decisions  on 
which  they  are  based. 

SOUTHERN    RAILWAY   BONDS 

The  Southern  Railway  Company  has  applied  to  the  Commis- 
sion for  authority  to  issue  and  sell  $30,000,000  of  its  develop- 
ment, and  general  mortgage  4  per  cent  gold  bonds.  Because  the 
bonds,  bearing  only  4  per  cent,  could  not  be  sold  except  at  a 
prohibitive  discount  under  existing  market  conditions,  the  com- 
pany asks  authority  to  assume  an  additional  obligation  of  pay- 
ing an  additional  2%  per  cent  per  annum  thereon,  thiis  mak- 
ing the  bonds  6%  per  cent  securities.  The  authority  requested 
is  desired  to  enable  the  company  to  provide  funds  for  the  pay- 
ment of  $22,588,000  of  its  three-year,  6  per  cent  secured  gold 
notes,  maturing  March  1,  1922;  for  the  payment  of  a  demand 
loan  of  $2,355,270  owed  to  the  War  Finance  Corporation,  and 
to  reimburse  the  treasury  of  the  company  for  capital  expendi- 
tures heretofore  made.  Negotiations  for  the  sale  of  the  bonds 
have,  been  deferred  pending  action  by  the  Commission,  the  com- 
pany said. 
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MUSKOGEE,  OKLA.  I 


North  China 
Line 

Columbia  Pacific  Shipping  Company 

Regular   Direct   Freight  Service  Without  Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 

(Taku  Bar),  Chinwangtao,  Dairen 
SS  WEST  KADER    ____  Jin.    2        SS  EASTERN  SAILOR   .  Feb.  13 
SS  LAS  VEGAS  ......  Jin.  23        SS  WEST  MOMENTUM  .  Mir.  C 

Shanghai,  Manila  and  Hongkong 

SS  WEST  CAYOTE  ...  Dec.  17 
SS  WEST  KEATS  ....  Jin.  17 
SS  VINITA  ........  Feb.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamer* 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO., 
UNITED  AMERICAN  LINES,  INC.,    327 
R.  T.  JOHNS  &  COMPAING, 


Str~t> 


COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored — Pool  Cars  Distributed 

Railroad  Siding. 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  in  1868 

General  Transfer  and   Storage  Business 

Four   Warehouses    on    Terminal    Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


Acquire  an  Expert  Knowledge  off 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping?—  to  reap 
greater  benefit    from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  up  in 
domestic  and  foreign  traffic?      Then  investigate  the  LaSalle  Problem 
Method  of  home-study  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  oat  how  thin  coarse  can  as*i*t 
fou   to  better    knowledge   of  traffic  management    by   jrivin«  yoa 
the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and    traffic    executives.      Write    for  catalog    and 
low  cost  monthly  payment  plan. 

•  LASALLE  EXTENSION  UNIVERSITY 

1    Department  129S-TB    CHICAGO,  ILLINOIS 

7'1'f  !  nr'-n'  Ihirvet*  Tmi'nmf  Inttit*  tion  in 


SERVICE 


You'll  know  the  true  meaning  of  the  word  when  you  have 
become  a  customer  of  the  CAMPBELL  PAPER  BOX  CO. 
Try  us  on  your  next  rush  order  for 

SHIPPING  TAGS 

"Hurry  up"  jobs  are  a  specialty  with  us. 

CAMPBELL  PAPER  BOX  CO. 

SOUTH    BEND,  INDIANA 


Do    Decreased    Freight  Shipping  Costs  Interest   You? 

Then  watch  for  our  half  page  announcement  next  week,  or — if  you  can't  wait — apply  to 

TRANS-CONTINENTAL  FREIGHT  COMPANY 


Export  and  Domestic  Freight  Forwarders 
General  Offices:  203  Dearborn  St.,  Chicago     Eastern  Offices:  Woolworth  Bldg.,  New  York 

Old  South  Bldg.,  Boston    Drexel  Bldg.,  Philadelphia  Hippodrome  Bldg., ^Cleveland 


Bllicott  Square,  Buffalo      Union  Trust  Bldg.,  Cincinnati     Monadnock  Bldg.,  San  Francisco 


Van  Nuys  Bldg.,  Los  Angeles 
Alaska  Bldg..  Seattle 


13th  and  Kearney  Sts.,  Portland  Ore. 
Writi  the  Nearest  Offia 
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CAR  SURPLUS  AND  SHORTAGE 

The  Traffic   World   Washington  Bureau 

The  average  daily  number  of  surplus  freight  cars  In  good 
order  in  the  period  December  1-8  was  339,532  as  compared  with 
282,926  cars  in  the  period  November  23-30,  according  to  compila- 
tions from  carriers'  reports  completed  December  17  by  the  car 
service  division  of  the  American  Railway  Association.  Since 
November  23  there  has  been  an  increase  of  over  100,000  in  the 
number  of  surplus  cars. 

The  surplus  was  made  up  as  follows:  Box,  121,887;  ventil- 
ated box,  S6S;  auto  and  furniture,  7,140;  total  box,  129,995;  flat, 
11,721;  gondola,  121,320;  hopper,  44,743;  total,  all  coal,  166,063; 
coke,  4,168;  S.  D.  stock,  14,241;  D.  D.  stock,  2,189;  refrigerator, 
3,784;  tank.  542;  miscellaneous,  6.829;  total,  339.532. 

The  average  daily  shortage  declined  from  302  to  240  cars, 
made  up  as  follows:  Box,  177;  flat,  38;  gondola,  14;  S.  D.  stock, 
7;  miscellaneous,  4. 

CAR  SUPPLY  SUMMARY 

The  semi-monthly  summary  of  general  conditions  with  re- 
gard to  car  supply  as  of  the  middle  of  December,  issued  by  M.  J. 
Gonnley,  chairman  of  the  car  service  division  of  the  American 
Railway  Association,  follows: 

Box  Cars:  Continued  light  demand  has  increased  box  car  surplus 
materially  in  the  past  two  weeks.  Some  improvement  in  grain  loading 
is  being  experienced  on  roads  in  the  middle  west.  All  requirements 
being;  fully  satisfied.  -To  avoid  unnecessary  and  expensive  empty  car 
mileage,  give  special  attention  to:  (a)  Keeping  home  cars  out  of  off- 
line service  where  suitable  foreign  cars  are  or  can  be  made  available. 
<b)  Using  foreign  cars  only  to  load  en  route  toward  or  via  owners' 
line,  (c)  Storage  of  light  capacity  system  cars  and  those  not  in  good 
condition  to  handle  every  class  of  traffic. 

Automobile  Cars:  Cars  of  this  type  should  be  worked  home  or 
into  automobile-producing  territory  as  requirements  may  necessitate. 

Ventilated  Box  Cars:  In  demand.  Return  promptly  to  owners. 
Do  not  load  with  dead  freight  except  in  direction  of  home. 

Stock  Cars:     Supply  ample.    Return  cars  to  owners  promptly. 

Refrigerator  Cars:  Situation  is  easy  in  all  sections,  all  orders 
being  protected  currently.  It  is  expected  that  the  demand  will  con- 
tinue comparatively  easy  until  after  the  holidays.  Restrictions  against 
the  loading  of  refrigerators  have  been  amended  to  permit  the  loading 
with  suitable  dry  freight  in  the  direction  of  the  empty  movement. 

Coal  Cars:  Bituminous  coal  production,  week  ended  December  10. 
is  estimated  at  7,200,000  tons,  with  a  full  car  supply  available  for  the 
loading  of  coal  and  other  commodities.  There  is  an  increase  of  ap- 
proximately 75,000  open-top  cars  reported  surplus  as  of  week  ended 
November  30,  total  surplus  being  132,693  cars,  United  States  roads. 

Flat  Cars:  Demand  for  flat  cars  remains  practically  stationary. 
There  is  a  surplus  of  9,913  reported  as  of  week  ended  November  30, 
United  States  roads. 


CAR   LOCATION  STATEMENT 

The  semi-monthly  bulletin  of  the  car  service  division  of  the 
American  Railway  Association  of  the  percentages  of  freight  cars 
on  line  to  ownership  shows  that  as  of  December  1  the  percentage 
In  the  Eastern  district  was  98.9  as  against  94.4  a  year  ago;  Al- 
legheny district,  98.4  as  against  97.8  a  year  ago;  Pocahontas  dis- 
trict, 91.9  as  against  78.6  a  year  ago;  Southern  district,  97.1  as 
against  91.7  a  year  ago,  and  Western  district,  98.8  as  against 
109.9  a  year  ago;  total,  all  roads,  98.1  as  against  97.1  a  year  ago; 
Canadian  roads,  94.5  as  against  99.3  yer  go. 


CONDITION    OF    EQUIPMENT 

Freight  cars  in  bad  order  as  of  December  1  numbered  320,- 
292  out  of  a  total  on  line  of  2,288,228,  the  per  cent  being  14,  as 
against  14.4  per  cent  on  November  15,  according  to  the  semi- 
monthly statement  of  the  car  service  division  of  the  American 
Railway  Association.  The  figures  indicate  a  slight  improvement 
in  the  bad  order  car  situation. 

Box  cars  in  bad  order  on  December  1  numbered  153,666,  or 
14.9  per  cent,  as  compared  with  15.3  per  cent  on  November  15; 
refrigeratoors  in  bad  order  numbered  6,964,  or  11.8  per  cent,  as 
against  12  per  cent  on  November  15;  gondola  cars  in  bad  order 
numbered  135,050,  or  13.9  per  cent,  as  against  14.3  per  cent  on 
November  15;  stock  cars  in  bad  order  numbered  9,040,  or  10.9 
per  cent,  as  against  11.6  per  cent  on  November  15;  flat  cars  in 
bad  order  numbered  12,272,  or  12.5  per  cent,  as  against  13.1 
per  cent  on  November  15. 


LOCATION   OF  CARS 

The  per  cent  of  home  cars  on  home  roads  as  of  December 
1  was  68.9  per  cent.  By  classes  of  equipment  the  percentages 
were  as  follows:  Box,  58.8;  refrigerator,  55.6;  gondola,  76.8; 
stock,  83.2;  flat,  79.6. 


TRANSPORTATION   OF   DANGEROUS  ARTICLES 
The    Commission    has    amended    the  rules  and  regulations 
governing  the  transportation  of  dangerous  articles  so  as  to  make 
paragraph  1861    (a),  after  December  24,  read  as  follows: 

1861  (a-1)  Compressed  gases  must  be  shipped  in  metal  cylin- 
ders. 

(a-Z)  Chlorine  loaded  not  to  exceed  87  per  cent  of  the  gallonase 
capacity  and  sulphur  dioxide  loaded  not  to  exceed  93  per  cent  of  the 
galton»Ke  capacity  may  also  be  shipped  in  special  tank  cars  comply- 
ing with  American  Railway  Association  specifications  for  tank  cars  for 
these  commodities. 


(a-3)  Chlorine,  sulphur  dioxide  or  methyl  chloride  may  be  trans- 
ported in  cylinders  manufactured  and  reported  in  full  compliance  with 
Bureau  of  Explosives  specification  No.  27,  effective  March  1,  1918, 
or  Interstate  Commerce  Commission  specification  No.  27,  and  loaded 
on  gondola  cars  with  continuous  steel  sills,  arid  preferably  all  steel 
under  frames,  and  without  drop  doors,  or  upon  special  cars  approved 
for  this  service  by  the  Bureau  of  Explosives,  if  secured  in  position 
on  the  cars  by  methods  approved  by  the  Bureau  of  Explosives,  and 
if  the  shipment  is  loaded  by  the  consignor  and  to  be  unloaded  by 
the  consignee;  the  cylinders  to  be  fitted  with  safety  devices  in  ac- 
cordance with  paragraph  1862  of  these  regulations,  and  the  marking 
on  the  cylinders  as  required  by  the  specification  to  be  of  such  size  and 
so  located  that  it  can  be  easily  read,  except  that  a  reproduction  of 
the  marking  on  a  plate  so  as  to  fully  comply  with  this  requirement 
will  be  permitted. 

COMMISSION   ORDERS 

The  Commission  has  reopened  the  standard  time  zone  in- 
vestigation, No.  10122,  on  the  question  as  to  whether  or  not  the 
orders  of  the  Commission  should  be  modified  so  as  to  include 
Toledo  and  any  northern  portions  of  the  state  of  Ohio  in  the 
standard  eastern  time  zone. 

On  petition  of  various  coal  operators  and  of  the  E.  M.  Wil- 
hoit  Refining  Company  the  Commission  has  reopened  the  Mis- 
souri state  rate  case,  No.  11862,  for  further  hearing  with  refer- 
ence to  intrastate  rates  on  coal  and  petroleum  and  its  products 
within  the  state  of  Missouri. 

D.  F.  McCarthy  has  been  permitted  to  intervene  in  No. 
12561,  Indiahoma  Refining  Co.  vs.  Director-General,  Ahnapee  & 
Western  et  al. 

Petition  of  the  Director-General  and  defendant  carriers  for 
further  consideration  of  No.  10648,  The  Gold  Hunter  Mining  & 
Smelting  Co.  et  al.  vs.  Director-General,  Northern  Pacific  et  al., 
and  No.  10648  (Sub.  No.  1),  Consolidated  Interstate-Callahan 
Mining  Co.  et  al.  vs.  Same,  has  been  denied. 

The  Director-General's  petition  for  further  consideration  of 
No.  11547,  Pillsbury  Flour  Mills  Co.  et  al.  vs.  Director-General, 
has  been  denied. 

Complainants'  petitions  for  rehearing  in  Nos.  10483,  Old  Do- 
minion Co.  et  al.  vs.  Director-General,  11489,  Columbia  Quarry 
Co.  vs.  Director-General,  and  East  St.  Louis,  Columbia  &  Water- 
loo Ry.,  and  11061,  American  Steel  Export  Co.  vs.  Director-Gen- 
eral Indiana  Harbor  Belt  et  al.,  have  been  denied. 

In  order  to  give  the  parties  an  opportunity  to  file  briefs  and 
make  oral  argument,  the  Commission  has  extended  indefinitely 
the  experimental  period  of  abandonment  of  the  Atlanta  &  St. 
Andrews  Bay  Railway,  which  was  recently  authorized  in  an  order 
in  Finance  Docket  1159. 

-No.  11812,  Russell  Bros.  vs.  Director-General,  Union  Pacific 
et  al.,  has  been  reopened  for  the  sole  purpose  of  affording  com- 
plainant an  opportunity  to  submit  proof  of  damage. 

The  Dewey  Portland  Cement  Co.  has  been  permitted  to  in- 
tervene in  No.  12704  (Sub  No.  2),  Lehigh  Portland  Cement  Co. 
vs.  C.  B.  &  Q.  et  al.,  and  12704  (Sub  No.  3),  Oklahoma  Portland 
Cement  Co.  vs.  C.  B.  &  Q.  et  al. 

Petition  of  complainant  for  rehearing  in  No.  11798,  Wenger- 
Armstrong  Petroleum  Co.  vs.  Director-General,  M.  K.  &  T.  of  T. 
et  al.,  has  been  denied. 

The  California  Redwood  Association  has  been  permitted  to 
intervene  in  No.  13095,  Anderson  Lumber  Co.  vs.  Northern  Pa- 
cific et  al. 

On  request  of  the  various  complainants,  the  Commission  has 
dismissed  Nos.  12602,  Manhattan  Electrical  Supply  Co.,  Inc.,  vs. 
American  Railway  Express  Co.  et  al.;  12343,  Anaconda  Copper 
Mining  Co.  vs.  Director-General,  Butte.  Anaconda  &  Pacific  et  al.; 
12615,  F.  S.  Harmon  &  Co.  vs.  Northern  Pacific  et  al.;  12952, 
Cape  Girardeau  Chamber  of  Commerce  vs.  Chicago  &  Eastern 
Illinois  et  al.;  and  12991,  Dempsey  Grocer  Co.  vs.  Chicago  & 
Eastern  Illinois  et  al. 

The  following  complaints  have  been  satisfied  and  dismissed: 
Nos.  11030,  Lampert  Lumber  Co.  vs.  Director-General,  C.  M.  & 
St.  P.  et  al.;  12417,  Empire  Refineries,  Inc.,  vs.  Director-General, 
A.  T.  &  S.  F.  et  al.;  and  12239,  Cairo  Association  of  Commerce 
vs.  A.  T.  &  S.  F.  et  al. 


PETITIONS    FOR    REHEARING,    ETC. 

Complainant  in  No.  11754,  Anaconda  Copper  Mining  Co.  vs. 
Director-General,  has  asked  for  a  rehearing. 

Defendants  in  No.  11130,  Indian  Packing  Co.  vs.  Director- 
General,  Ann  Arbor  et  al.,  have  asked  for  a  rehearing. 

The  Director-General  has  asked  for  a  further  hearing  or  argu- 
ment in  No.  11225,  Lawton  Refining  Co.  vs.  Director  General  et  al. 

The  Illinois  Central;  Nashville,  Chattanooga  &  St.  Louis; 
Tennessee  Central,  and  Louisville  &  Nashville  have  asked  for 
a  modification  of  the  Commission's  order  in  I.  and  S.  1303,  rates 
to,  from  and  between  points  south  of  the  Ohio  River,  including 
the  Mississippi  Valley,  in  so  far  as  it  relates  to  commodity  ratea 
from  Ohio  River  crossings  and  related  points  to  Nashville,  Tenn. 


D.   M.   &   N.    BONDS 

The  Duluth,  Missabe  &  Northern  Railway  Co.  has  been 
authorized  by  the  Commission  to  issue  $1,174,000  of  general  mort- 
gage 5  per  cent  gold  bonds  for  the  purpose  of  refunding  a  like 
amount  of  first  division  bonds,  which  mature  January  1,  1922. 
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MEXICO 

Exporters,  Attention! 

Port  oi  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES. 
Laredo,  Texas  El  Paso,  Texas          Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamps.  Juarez,  Chih. 

Piedras  Negras,  Coah.     Mexico  City      Monterrey,  N.  L. 

Writ*   CM  for   full  particular*  and  requttt 

a  copy  of  our  shipping  instruction*. 


HOUSTON,  TEXAS 

Binyon-O'Keef e  Fireproof  Stg.  Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


THE  W.  L.  RICHESON  CO. 


INCORPORATED 


FREIGHT  BROKERS 
AND  FORWARDERS 


Export  Shipping  for  Account  of 
Principals  Throughout  the  World. 


(Main  Office) 

Suite  1317-1326  Hibernia  Bank  Building 
NEW  ORLEANS 


401  Produce  Exchange 
NEW  YORK  CITY 


2nd  Floor  Steele  Bldg. 
GALVESTON 


515  Railway  Exchange  Bldg. 
KANSAS  CITY,  MO. 


Direct  Private  Wire  Service  Between  New  Orleans, 
New  York  and  Calves  ton 


ROCHESTER.  NEW  YORK 

General  Storage         Carload  Distribution 

Members  American  Warehousemen's  Association  and  American  Chain  of  Warehouse* 

B.  R.  &  P.  WAREHOUSE,  Inc. 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description — City  Delivery  Service  mnt   Carload 
Distribute  re 


San  Francisco  Warehouse  Co.,  san  lands'™,  California 

We  make  a  specialty  of  distributing  pool  car  shipments  and  warehousing  merchandise  of 

every  description  at  San  Francisco. 

Write  us  with  reference  to  your  San  Francisco  business. 


Merchandise 

STORAGE: 
DISTRIBUTION 

North  Kansas  City  Development  Co. 

730  Railway  Exchange  Kansas  City,  Mo. 
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RAILROAD  ACCIDENT  REPORT 

The  Traffic   World   Washington  Bureau 

In  the  quarter  ended  June  30,  1921,  1,268  persons  were  killed 
and  9,511  injured  in.  railroad  accidents,  as  compared  with  1,451 
and  14,367  in  the  corresponding  period  of  1920,  according  to  a 
summary  issued  by  the  Bureau  of  Statistics  of  the  Commission. 
The  Bureau  pointed  out  that  there  was  a  substantial  decrease 
in  the  number  of  casualties  resulting  from  railway  operations 
in  the  1921  quarter  as  compared  with  the  same  quarter  of  last 
year. 

The  number  of  trespassers  killed  in  the  quarter  was  620  as 
compared  with  480  in  the  1920  period;  non-trespassers,  648  as 
compared  with  971  in  the  1920  period.  The  number  of  trespassers 
injured  was  771  as  compared  with  561  in  the  1920  period,  and 
non-trespassers,  8,740  as  compared  with  13,806  in  the  1920  period. 

In  highway  grade  crossing  accidents  336  were  killed  and 
1,015  injured  in  the  1921  quarter.  The  number  of  trainmen  killed 
on  duty  was  146  and  the  number  injured,  5,487,  as  compared  with 
281  killed  and  9,232  injured  in  the  1920  quarter. 

Forty-four  passengers  were  killed  and  1,357  injured  in  the 
1921  quarter,  as  compared  with  63  killed  and  1,978  injured  in 
the  same  quarter  of  1920. 

In  industrial  and  other  non-train  accidents  91  persons  were 
killed  and  17,254  injured  in  the  quarter,  as  compared  with  112 
killed  and  25,398  injured  in  the  1920  quarter. 


GOVERNMENT  TRAFFIC  DEPARTMENT 

The  Traffic   World   Washington  Bureau 

The  federal  government  has  set  up  a  complete  traffic  depart- 
ment, which  does  for  it  exactly  what  the  traffic  department  does 
for  a  commercial  or  industrial  concern  that  ships  any  con- 
siderable quantity  of  freight.  It  is  officially  known  as  the 
Federal  Traffic  Board.  It  is  an  agency  for  the  General  Supply 
Committee,  which,  in  turn,  is  an  agency  for  the  Bureau  of  the 
Budget,  the  head  of  which  is  Gen.  Charles  Grant  Dawes,  the 
chief  duty  of  which  is  to  so  co-ordinate  the  work  of  the  govern- 
ment as  to  reduce  the  cost  to  a  bearable  limit. 

Commander  C.  G.  Mayo,  the  man  who  signs  checks  in  the 
navy  department,  is  the  head  of  the  traffic  department,  under 
the  title  of  co-ordinatdr  and  chairman.  The  terminology  may 
be  strange  to  traffic  men  but  their  duties  and  the  way  they  have 
performed  them  thus  far,  would  indicate  to  the  traffic  man  of 
a  carrier  or  a  shipper  that  they  are  traffic  men.  Mayo  is  an 
accounting  officer,  and  because  checking  freight  bills  is  largely 
a  matter  of  accounting,  he  was  put  at  the  head  of  the  traffic 
board.  Besides  that  he  has  the  reputation  of  knowing  the  value 
of  keeping  things  moving  and  how  to  induce  men  to  keep  the 
grass  from  growing  over  their  feet. 

The  new  board  was  created  after  Ralph  Caples,  a  well  known 
railroad  traffic  man,  had  made  a  survey  of  the  government  as 
a  shipper  and  had  reported  to  Mr.  Dawes  that  the  government 
was  probably  the  largest  shipper  in  the  world,  with  a  freight, 
express,  passenger  and  parcels  post  bill  in  the  neighborhood  of 
1100,000,000  a  year.  Caples  found  that  every  department  was 
handling  its  own  traffic  problems,  without  consultation  with  any- 
body, and  that  the  checking  of  freight  bills  consisted  mostly  of 
verifying  the  extensions  and  seeing  that  somebody  did  not  aver, 
by  what  he  set  down  on  an  expense  bill,  that  two  and  two  made 
five. 

No  effort  was  being  made,  Caples  said,  to  make  a  funda- 
mental check  to  see  whether  the  freight  had  been  properly 
classified,  properly  packed  or  properly  routed,  so  as  to  give  the 
government  the  quickest  and  cheapest  desirable  service. 

The  board  consists  of  a  representative  from  each  depart- 
ment or  independent  organization.  It  is  divided  into  routing, 
classification,  passenger  traffic,  accounting  and  parcel  post  and 
express  departments.  J.  C.  Colquitt,  the  Commission's  freight 
classification  man,  is  the  Commission's  representative  on  the 
board,  and  chairman  of  the  board's  classification  committee. 

H.  C.  Smither,"  the  head  of  the  General  Supply  Committee, 
has  issued  an  order  forbidding  any  branch  of  the  government  to 
ship  more  than  two  cars  of  freight  without  consulting  the  rout- 
ing committee  as  to  how  the  freight  to  be  sent  should  be  routed. 
He  has  also  ordered  that  inquiries  as  to  the  routing  of  ship- 
•ments  be  made  in  time  to  enable  the  committee  to  give  the  rout- 
ing instructions,  without  delaying  the  shipment.  The  order  was 
issued  in  the  name  of  Smither,  but  it  was  really  an  order  from 
Mayo.  It  had  to  be  issued  by  Smither  because  the  Traffic  Board 
is  not  of  official  size  great  enough  to  give  orders  to  cabinet 
officers  and  their  assistants.  The  second  man  in  the  Bureau  of 
the  Budget  has  the  size  and  weight. 

Commander  Mayo's  technical  man,  broadly  speaking,  is 
Colquitt,  the  Commission's  representative.  The  Commission  has 
the  technical  knowledge  needed  to  conduct  such  a  board  but  it  is 
not  one  of  the  branches  of  the  government  that  is  a  big  shipper. 
Therefore,  Colquitt.  can  be  the  technical  man  in  the  organiza- 
tion without  exciting  the  jealousy  of  any  other  branch  of  the 
government.  He  could  not  be  accused  of  favoring  his  own 
branch  above  some  other  branch.  But  the  representatives  of 
other  departments,  in  several  instances,  are  also  traffic  men, 


generally  with  railroad  experience.  Capt.  H.  Bert  Knowles,  war 
department  representative,  went  into  the  army  from  the  general 
office  of  one  of  the  northern  transcontinental  lines. 

President  Harding  has  taken  a  personal  interest  in  the  work 
of  the  board.  A  short  time  ago  the  board  asked  railroad  men 
to  call  on  it  to  discuss  some  specific  questions.  Five  of  the  largest 
traffic  men  in  the  country — H.  M.  Adams  of  the  Union  Pacific, 
Louis  J.  Spence  of  the  Southern  Pacific,  Lincoln  Green  of  the 
Southern,  Archibald  Fries  of  the  Baltimore  &  Ohio,  and  George 
H.  Ingalls  of  the  New  York  Central — came  here  for  that  consul- 
tation. Mayo  and  Colquitt  took  them  over  to  talk  with  Dawes 
and  the  latter  lead  them  over  to  the  White  House  for  a  talk 
with  the  President.  The  latter  expressed  his  interest  in  the 
matter  and  suggested  that  if  the  government  could  prevent  waste 
the  whole  country,  of  which  the  railroads,  he  said,  were  an  im- 
portant part,  would  be  benefited. 


SEWELL  VALLEY  BONDS 

The  Sewell  Valley  Railroad  Company  has  been  authorized 
by  the  Commission  to  issue  $110,000  of  first  mortgage  5  per  cent 
gold  bonds  and  to  sell  them  at  not  less  than  86.667  per  cent  of 
their  face  amount  and  accrued  interest,  for  the  purpose  of 
reimbursing  T.  W.  Paine  for  advances  aggregating  $65,000,  made 
by  him  to  the  company  for  the  purchase  of  25  coal  cars,  and  also 
for  the  purpose  of  reimbursing  the  company's  treasury  in  part 
for  the  purchase  of  a  locomotive.  The  Commission  said  that 
in  its  report  in  I.  and  S.  No.  1170,  relating  to  rates  on  bituminous 
coal  from  Sewell  Valley  railroad  stations,  decided  July  28,  1920, 
it  had  said  that  the  Sewell  Valley  received  10  per  cent  of  the 
rate  and  should  furnish  10  per  cent  of  the  cars,  and  that  the 
carrier  was  expected  to  equip  itself  with  at  least  22  coal  cars 
within  a  reasonable  time.  In  compliance  with  this  opinion  the 
carrier  purchased  25  55-ton  steel  hopper  coal  cars  at  a  cost  of 
$65,000,  which  amount  it  borrowed  from  Mr.  Paine  on  open 
account.  The  company  also  bought  an  additional  locomotive  at 
a  cost  of  $42,852.05  to  handle  increased  traffic  originating  on 
the  Greenbrier  &  Eastern,  a  new  line  connecting  with  applicant's 
road  near  its  northern  terminus  and  serving  a  new  coal  field. 
Arrangements  have  been  made  to  sell  the  bonds  at  86.667  per 
cent  of  the  face  amount,  the  Commission  said. 


AUTHORITY   TO    ISSUE    STOCKS   AND    BONDS    DENIED 

An  application  of  the  Americus  &  Atlantic  Railroad  Com- 
pany, filed  July  25,  1921,  asking  for  authority  to  issue  $150,000 
of  stock  and  $120,000  of  bonds,  has  been  dismissed  by  the  Com- 
mission because  the  applicant  has  failed  to  furnish  information 
requested  by  the  Commission.  A  questionnaire  was  sent  to  the 
company  on  July  29  and  requests  for  a  reply  were  sent  on 
September  30,  October  12  and  November  12,  the  Commission 
said,  but  the  Information  was  not  sent  in  by  the  company. 

CHANGE   IN    DOCKET 

Argument  in  11895,  E.  I.  .Du  Pont  De  Nemours  &  Co.  vs.  Di- 
rector-General; 12072,  the  Barrett  Co.  vs.  Director-General,  P. 
R.  R.  et  al.;  and  12234,  the  Barrett  Co.  vs.  Director-General,  B. 
&  O.  et  al.,  assigned  for  December  23  at  Washington,  D.  C.,  was 
canceled. 


C.  &  N.  W.  BONDS 

The  Traffic  'World   Washington  Bureau 

The  Chicago  &  North  Western  has  been  authorized  by  the 
Commission  to  procure  authentication  and  delivery  to  its  treas- 
urer of  $1,000,000  of  general  mortgage  5  per  cent  gold  bonds  of 
1987  and  $3,000,000  of  first  and  refunding  mortgage  6  per  cent 
gold  bonds  to  be  held  in  the  treasury  until  the  further  order  of 
the  Commission.  Both  issues  are  for  the  purpose  of  reimbursing 
the  company's  treasury  for  expenditures  made  therefrom  for 
the  construction  of  additions,  betterments  and  improvements  to 
its  properties.  The  public  utilities  commission  of  Nebraska  ob- 
jected to  the  application  on  the  ground  that  interest  rates  were 
now  high  and  that  by  deferring  the  sale  of  the  bonds  a  better 
price  might  be  realized.  The  commission  said  no  immediate  sale 
was  proposed  and  that  no  sale  or  other  disposition  of  the  bonds 
could  be  made  without  its  further  order.  The  company  repre- 
sented that  during  the  sixteen  months  ended  August  31,  1921,  it 
had  expended  out  of  income  various  amounts,  exceeding  $6,000,- 
000  in  the  aggregate,  in  the  construction  of  additions,  better- 
ments and  improvements. 

In  a  separate  order  the  Commission  authorized  the  Chicago 
&  North  Western  to  procure  authentication  and  delivery  to  its 
treasurer  $375,000  of  general  mortgage  5  per  cent  bonds  to  be 
held  in  the  treasury  until  the  further  order  of  the  Commission. 
Action  on  a  request  of  the  company  to  issue  $3,825,000  of  bonds 
in  1922  and  subsequent  years  was  deferred.  The  same  objection 
to  this  application  as  to  the  other  was  entered  by  the  Nebraska 
commission  and  the  same  reply  thereto  was  made  by  the  Com- 
mission. The  issue  of  $375,000  was  desired  on  account  of  ex- 
penditures made  in  1921  in  the  payment  and  retirement  of  cer- 
tain underlying  bonds. 
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Route  Your  Import  Coffee 
Through  Galveston 

Recent  rate  adjustments  brought  about  by  the  Galveston  Commercial  Association  enable  coffee 
roasters  and  importers  to  bring  their  coffee  through  this  port  at  the  same,  or  lower  rates,  than  apply 
from  any  other  port,  providing  the  point  to  which  the  shipment  is  consigned  is  located  in  the 
territory  shown  on  the  above  map. 

In  addition  to  this  advantage,  we  have  excellent  concrete  storage,  conditioning  and  assorting 
sheds,  at  shipside,  which  eliminate  the  necessity  for  trucking  and  other  expensive  handling.  These 
sheds  are  served  by  all  trunk  lines  entering  the  port. 

You  Realize  a  Distinct  Saving 

on  the  movement  without  sacrificing  the  efficient  handling  of  the  cargo  or  in  any  way  jeopardizing 
your  interest.  Many  others  have  taken  advantage  of  the  opportunity  and  we  believe  it  will  pay 
you  to  investigate. 

"Follow  the  line  of  least  resistance  and  ship  through  Galveston." 
For  rates,  data  or  other  information,  address 

TRAFFIC  DEPARTMENT, 

GALVESTON  COMMERCIAL  ASSOCIATION, 

Galveston,  Texas 
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MONEY  FOR  HIGHWAYS 

The  National  Automobile  Chamber  of  Commerce,  through 
its  highways  committee,  has  adopted  a  resolution  urging  Con- 
gress to  appropriate  immediately  $100,000,000  annually  for  high- 
way improvement  for  a  term  of  five  years  under  the  terms  of 
the  federal  highway  act  of  1921.  A  resolution  also  has  been 
adopted  commending  the  efforts  of  Senator  Townsend,  of  Michi- 
gan, chairman  of  the  Senate  committee  on  post  offices  and  post 
roads,  in  bringing  about  passage  of  the  highway  act.  The  $100,- 
000,000  resolution  follows: 

Whereas,  In  the  passage  of  the  federal  highway  act,  Congress  and 
the  President  have  given  the  nation  a  broad  highway  policy  which 
should  insure  a  sound  continuation  of  highway  construction  and 
maintenance  in  this  country  with  due  regard  for  the  needs  of  all 
forms  of  highway  transport,  and 

Whereas,  The  appropriations  contained  in  this  act,  while  ample 
for  the  present  fiscal  year,  make  no  provision  for  the  periods  follow- 
ing, and 

Whereas,  In  the  laying  down  of  a  program  for  construction  and 
maintenance  of  the  main  highways  of  the  nation,  the  state  highway 
departments  are  confronted  with  the  need  of  exact  budgets  if  their 
work  is  to  be  handled  economically,  efficiently  and  in  the  best  inter- 
ests of  the  public,  now  therefore  be  it 

Resolved,  That  we,  the  members  of  the  highways  committee  of 
the  National  Automobile  Chamber  of  Commerce,  representing  the 
automotive  industry  of  the  United  States,  do  call  upon  Congress  at 
this  time  to  make  appropriations  of  $100,000, 000  annually  for  a  five- 
year  period  to  be  expended  under  the  terms  of  the  federal  highway 
act;  and  be  it  further 

Resolved,  That  we  offer  our  full  co-operation  to  any  national 
organizations  interested  in  the  sound  development  of  our  highways. 

C.  C.  &  O.  NOTES  AND  BONDS 

The  Carolina,  Clinchfield  &  Ohio  has  applied  to  the  Com- 
mission for  authority  to  pledge  with  the  Secretary  of  the  Treas- 
ury as  collateral  security  for  a  loan  of  $6,000,000,  which  it  has 
applied  for,  $1,000,000  of  its  Hrst  mortgage  5  per  cent  30-year 
gold  bonds  and  $6,000,000  of  5  per  cent  Elkhorn  first  mortgage 
gold  notes.  The  company  some  time  ago  applied  to  the  Com- 
mission for  authority. to  issue  bonds  for  refunding  purposes  but 
later  withdrew  the  application  and  substituted  therefor  an  ap- 
plication for  the  loan  of  $6,000,000. 


NEW    YORK   CENTRAL    STOCK 

The  New  York  Central  has  filed  an  application  with  the 
Commission  asking  authority  to  acquire  the  remaining  outstand- 
ing capital  stock  of  the  Cleveland,  Cincinnati,  Chicago  &  St. 
Louis,  which  it  does  not  already  own,  and  also  to  issue  its  own 
capital  stock  to  the  amount  of  $23,478,880.  The  company  pro- 
poses to  exchange  this  stock  from  time  to  time  in  payment  for 
the  stock  of  the  Big  Four,  on  the  following  basis:  $13,478,880 
for  the  common  stock  on  the  basis  of  80  for  100,  and  $10,000,000, 
par  for  par,  for  the  5  per  cent  preferred  stock  of  the  Big  Four. 
Of  the  common  stock  of  the  Big  Four  the  New  York  Central 
owns  $30,207,700  and  $16,456,821  is  outstanding  in  the  hands  of 
the  public.  Of  the  preferred  stock  $9,988,500  is  outstanding  and 
none  is  owned  by  the  New  York  Central. 

The  application  states  that  the  purchase  will  bind  the  two 
carriers,  which  are  component  parts  of  a  single  system,  more 


closely  together  and  tend  toward  a  unification  of  their  proper- 
ties. 

The  Big  Four  has  also  asked  authority  to  guarantee  $2,118,- 
000  of  the  4%  per  cent  50-year  first  mortgage  gold  bonds  of  the- 
Evansville,  Mt.  Carmel  &  Northern,  now  held  in  its  treasury,  and 
with  which  it  proposes  to  acquire  stocks  and  bonds  of  the  Peoria. 
&  Eastern.  The  Big  Four  already  controls  the  P.  &  E. 


TELEPHONE   CONSOLIDATION 

The  Commission  has  approved  acquisition  by  the  Ohio  Bell 
Telephone  Company  of  the  property  of  the  Chesapeake  &  Poto- 
mac Telephone  Company  in  the  state  of  Ohio. 


C.  B.  &  Q.   BONDS 

The  Chicago,  Burlington  &  Quincy  has  submitted  to  the 
Commission  a  modified  proposal  for  a  first  and  refunding  mort- 
gage of  $109,000,000  under  which  it  desires  authority  to  issue 
forthwith  and  sell  $30,000,0000  of  series  A  bonds,  to  be  dated 
August  1,  1921,  maturing  in  fifty  years,  and  to  bear  interest 
not  in  excess  of  5  per  cent  and  "to  be  redeemable  on  such 
date  or  dates  and  on  such  terms,  all  as  may  be  determined  by 
the  president  of  the  applicant  at  the  time  of  actual  issue  of 
said  first  and  refunding  bonds." 

The  purpose  of  the  company  in  asking  for  authority  to 
issue  the  $30,000,000  of  bonds  is  to  make  extensions,  improve- 
ments and  betterments  in  its  road  and  equipment.  It  avers 
that  during  federal  control  its  road  and  equipment  were  not 
extended  nor  as  well  maintained  as  prior  to  such  control. 

The  Burlington  also  announced  that  it  was  proposed  under 
the  modified  mortgage  to  ask  for  the  authentication  by  the 
corporate  trustee  of  $73,000,000  of  the  bonds  so  as  to  capitalize 
expenditures  in  the  five-year  period  February  1,  1916,  to  Janu- 
ary 1,  1921. 


SHREVEPORT  AND  N.  E.  EXTENSION 

The  Shreveport  &  Northwestern  Railway  Co.  of  Louisiana 
has  applied  to  the  Commission  for  authority  to  extend  its  line 
of  railroad  from  Minden,  La.,  to  the  state  line  of  Arkansas 
through  Homer.  La.,  a  distance  of  16  miles. 


PERMISSION  TO  CONSOLIDATE 

The  New  Holland,  Higginsport  &  Mt.  Vernon  Railroad  Co. 
has  filed  an  application  with  the  Commission  asking  authority  to 
take  over  and  operate  a  line  of  railroad  from  New  Holland  to 
Wenona,  N.  C.,  which  has  been  owned  and  operated  by  the  North 
Carolina  Farms  Co. 


TELEPHONE  CONSOLIDATION 

The  Commission  has  authorized  the  consolidation  of  the 
properties  of  the  Cumberland  Telephone  &  Telegraph  Co.,  Inc., 
the  East  Tennessee  Telephone  Co.  of  Virginia,  the  Bristol  Tele- 
phone Co,  and  the  Chesapeake  &  Potomac  Telephone  Co.  of 
Virginia.  The  properties  to  be  consolidated  will  be  conveyed  to 
a  corporation  to  be  known  as  the  Inter-Mountain  Telephone  Co. 


Docket  of  the  Commission 


Note.  Items  in  the  Docket  marked  with  an  asterisk  (>)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

December  28  —  Argument  at  Washington,  D.  C  • 
12238—  Standard  Shipbuilding  Corp.  vs.  Director  General  and  C    R   R 

of  N.  J. 

12243  —  Endicott-Johnson  Corp.   vs    Erie 

££?~The  Atlantlc  Refining  Co.  vs.  Director  General,  C.  &  O.  et  al. 
12296  —  International  Paper  Co.  vs.  Director  General. 
December  29—  Argument  at  Washington,  D.  G.: 

'B  Sandy  * 
Louis  &  O'Fallon  Ry.  Co.  vs.  East  St.  Louis  &  Suburban 

et    *'     ™ 
urlington  Shippers'   Assn.   et  al.  vs.   Director  General.   Ark. 

December  30  —  Argument  at  Washington    D.  O.: 
33SS~3i!?e  National  Live  Stock  Exchange  vs.  A.  T.  &  S   P   et  al 

^t:The  National  L've  Stock  Exchange  vs.  Ann  Arbor  et  al 
U???~An?i?uJ  %  Co'  et  al-  vs'  Director  General,  Chicago  &  Erie  et  al 

113—  Swift  &  Co.  vs.  Director  General,  B.  &  O    et  al 
12245—  Wisconsin  Dairy  Products  Co.  vs.  A.  C.  &  T.  et  al. 
Jam%?  3—  Chicago,  111.—  Examiner  Hunter: 

1107—  The  National  Live  Stock  Exchange  vs.  A.  T   &  S    F   et  al 
4~  Philadelphia,  Pa.—  Examiner  McGrath- 
F-  J1'  PnimPs  &  Sons  Co.  vs.  Boston  &  Albany 


&  C°' 
&  C°' 


en 
12^ne(rSaU,ban^Va)r7lhoIa,sDUR.PR°nt  de 


•  ^rector 


12185   (Sub.   No.  3)  —  E.   I.   Du  Pont  de  Nemours  &  Co.  vs.   Director 
General,  Georgia  Southwestern  &  Gulf  et  al. 

12185  (Sub.   No.  14)—  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Director 

General,  Aberdeen  &  Rockflsh  et  al. 
January  4—  Toledo.  O.—  Examiner  Money: 

10122  —  Standard  time  zone  investigation. 
January  4—  Chicago,  111.—  Examiner  Keeler: 

13061—  Universal  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
January  4  —  Argument  at  Washington,  D.  C.: 

Valuation  docket  4  —  Valuation  of  property  of  K.  C.  S    Ry.  Co 

v?Juat!on   docket   26—  In   re   San   Pedro,  'Los   Angeles   &    Salt   Lake 

xv.    R.    CO. 

January  4—  Pittsburgh,  Pa.—  Examiner  Carter: 

I.  and  S.  1454  —  Brick  from  St.  Louis  and  Vandalia,  Mo.,   to  eastern 
trunk  line  territory. 

January  5—  Indianapolis,  Ind.—  Examiner  Fuller: 

f"       Ai   29~  Cancellation  of  rates  on  wooden  paving  block  material 
from  Alabama,  Florida  and  Georgia  to  Norfolk   Va     etc 
""  |—  Philadelphia,  Pa.—  Examiner  McGrath: 

^!m  ™°J0r  £ruck  Co-  vs-  Director  General. 
1  —  Vim  Motor  Truck  Co.  vs.  Pa.  R.  R.  et  al. 

y  f—  New  Orleans,  La.—  Examiner  Howell: 

S   FeTaf        Moore  stave  Co.,  Inc.,  vs.  Director  General.  A.  T.  & 
Bag   Corporation    vs.    Director    General,    A.    T.    & 

5—  Washington,  D.  C.—  Examiner  Pitt: 

608  682  R  T"o  ^CS°^JPP"S5Uona  703'  A'  C'  L-  R-  R-  =  1563.  1572. 
1787  FH?-  T?  £'  Ric?E:  "UAChes-  s-  s-  Co.;  12130,  Clyde  S.  S.  Co. 
NY,r>e  R.  R.;  1625,  C.  C.  McCain:  769.  M.  &  M.  T.  Co.;  1481 

Ry.Fl5N8,  Sou&R?.'  R"  R';  2173>  °-  S'  R  Co'   of  *••>  1573'   S-  A-   L- 


'  "'•—  Examiner  Hunter: 
National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
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Mobile,  Pensacola    and    Gulfport   to  Rotterdam,  Amsterdam,  Antwerp, 
Ghent,  Havre,  Bordeaux  and  other  French  Atlantic  ports. 


WINDWARD  ISLANDS  SERVICE 

Regular  Service,   United  States  Shipping  Board  A-l   Steamers 
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January  5— Argument  at  Washington.  D.  C.: 

Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 
Valuation    docket   26— In   re   San   Pedro,    Los   Angeles   &    Salt   Lake 

K.  R.  Co. 

January  5 — Toledo,  O. — Examiner  Hartman: 
4181— Second    industrial    railways    case — Lake    Erie    &    Ft.    Wayne 

R.     R    Co    fit  3.1 
I    and  S.  414 — Cancellation  of  rates  in  connection  with  small  lines  by 

carriers  in  Official  Classification  territory. 
January  6 — St.  Louis,  Mo. — Examiner  Eddy: 

*  11862— Missouri  rates  and  charges  (coal,  petroleum  and  its  products). 
January   6 — Indianapolis.   Ind. — Examiner   Fuller: 

13212 — Eric  corporation  vs.  I.  &  G.  N.  et  al. 
January  6— Pittsburgh,  Pa.— Examiner  Carter: 

T3169— Jones  &  Laughlin  Steel  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 

13219— The  Salkeld  Coal  Co.  vs.  Pa.  R.  R. 
January  6 — Wichita,  Kan. — Examiner  Oliver: 

13182— The  Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 
January  6 — Argument  at  Washington,  D.  C.: 

Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 

Valuation    docket   26 — In    re    San   Pedro,    Los    Angeles    &    Salt    Lake 

R.  R.  Co, 
January  6 — Washington,  D.  C. — Examiner  Davis: 

•  Finance   Docket   1881— Application   of  Western  Pacific   for  authority 

to  acquire  control  by  purchase  of  the  Sacramento  Northern  Ry. 

January  7 — Scranton,  Pa. — Examiner  Koch: 

12979— Lustig-Burgerhoff  Co.  et  al.  vs.  Director  General. 
January  7 — Huntington,  W.  Va. — Examiner  Witters: 

13117— Little  Fork  Coal  Co.  vs.  Eastern  Kentucky  Ry.  et  al. 
January  7 — Mobile,  Ala. — Examiner  Howell: 

13125 — Turner  Supply  Co.  vs.  Director  General. 
January  7— Argument  at  Washington,  D.  C.: 

11950— Minnesota  and  Ontario  Paper  Co.  et  al.  vs.  Nor.  Pac.  et  al. 

11981 — Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.  Ahnapee  &  Western 

12108— Wisconsin  Traffic  Assn.  vs.  C.  &  N.  W.  et  al. 
11g36 — Wichita  Board  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 
11846 — Oklahoma  Publishing  Co.  et  al.  vs.   Director  General,  Ahna- 
pee &  Western  et  al. 

11846   (Sub.   No.   1) — Times  Publishing  Co.   et  al.   vs.   Director  Gen- 
eral, Ahnapee  &  Western  et  al. 
11864 — Oklahoma  Paper  Co.   et  al.  vs.   Director  General,   Ahnapee  & 

Western  et  al. 

January  9 — Syracuse.  N.  Y. — Examiner  Koch: 
•  13247 — John  L.  Shultz  Sons  Co.,  Inc.,  vs.  Director  General. 
January  9 — Tuscaloosa,  Ala. — Examiner  Howell: 

13213— Tuscaloosa  Cottonseed  Oil  Co.  vs.  Sou.  Ry.  et  al. 
January  9 — Alton,  111. — Examiner  Fuller: 

13195 — The  Western  Cartridge  Co.  vs.  Director  General,  C.  C.  C.  & 

St.  L.  et  al. 

January  9 — Chicago,  111. — Examiner  Keeler: 
I,  and  S.  1451 — Deposit  of  $10  for  each  live  poultry  car  ordered. 


January  9— Cincinnati,  O.— Examiner  Witters:  Trv^nee  t'o 

12984— The  exchange  of  the  Cincinnati  Gram  andTlay  Excnan 

vs.  B.  &  O.  et  al. 
January  9 — Austin,  Tex. — Examiner  Gaddess: 

13093 — Malcolm  H.  Reed  vs.  Director  General. 
January  9— Tulsa,  Okla.— Examiner  Oliver: 

12367 — Oklahoma  Clay  Products  Assn.  vs.  A.  T.  &  S.  F.  el    al. 
January  9— Seattle.  Wash.— Examiner  Gault: 

13171— Mutual  Products  Trading  Co.  vs.  O.-W.  R.  &  N.  Co. 

13171    (Sub.  No.  1)— Frazar  &  Co.  vs.  O.-W.  R.  &  N.  Co. 

13171   (S"b    No.  2)— Mutual  Products  Trading  Co.  vs.  O.-W.  R.  &  N. 

Co. 
January  9 — Washington,  D.  C. : 

Valuation  Docket  1— In  re  tentative  valuation  of  properties  of  At- 
lanta, Birmingham  &  Atlantic  R.  R.;  Alabama  Terminal  R.  R.;  and 
GeoVgia  Terminal  Co. 

Valuation  Docket  6 — In  re  valuation  of  properties  of  Elgin,  Joliet  & 
Eastern   Ry.;   Chicago,   Lake   Shore  .&  Eastern   Ry.,   and  Joliet   & 
Blue  Island  Ry. 
January  9,  1922— Atlanta,   Ga.— Examiner  Disque: 

Fourth  Section  Apps.  119-18,  11957  and  120G3  of  R.  H.  Countiss. 
Fourth  Section  Apps.  11940,  12118  and  12094. 

January  9— New  York,  N.  Y.— Examiner  J.  E.  Smith: 

10704 — Tidewater  Oil  Co.  vs.  Director  General,  C.  R.  R.  of  N.  J.  et  al. 
January   9 — Portland,    Me. — Examiner  McGrath: 

13177 — Winslow  &  Co.,  Inc.,  vs.  Director  General. 
January  9— Akron,  O.— Examiner  Carter: 

13123— The  Pittsburgh  Plate  Glass  Co..  Columbia  Chemical  Div.,  vs. 
Director  General,  Zanesville  &  Western  et  al. 

13122 — Firestone  Tire  and  Rubber  Co.  vs.  Director  General. 
January  9 — Syracuse,  N.  Y. — Examiner  Koch: 

13247 — John  L.  Schultz  Sons  Co.,  Inc.,  vs.  Director  General. 

13137 — gemet  Solvay  Co.  vs.  Director  General. 
January  10— New  York,  N.  Y.— Examiner  J.  E.  Smith: 

*  13124 — Anaconda  Copper  Mining  Co.  vs.  Director  General,  D.  &  R.  G. 

6t  a.1 

*  13127 — Gaston,  Williams  &  Wigmore,  Inc.,  vs.  Director  General. 

January  10 — Birmingham,  Ala. — Examiner  Howell: 

I.  and  S.  1446 — Coal  from  Illinois  mines  to  destinations  in  Arkansas, 
Louisiana  and  Texas. 

*  I.  and  S.  1446 — Coal  from  Illinois  mines  to  destinations  in  Arkansas, 

Louisiana  and  Texas. 

January  10 — Boston,  Mass. — Examiner  McGrath: 

*  H948 — The  Clacifer  Co.  vs.  American  Ry.  Express  Co. 
January  10 — Washington,  D.  C. — Examiner  Agate: 

*  Finance   Docket  1623.   1636,   1669,  1648  and  so  much  of  1658  and   1697 

as  relate  to  L.  C.  Fritch  and  Charles  Hayden. 
January  10 — Tulsa,  Okla. — Examiner  Oliver: 

13128 — The   Marion   Machine   Foundry   and   Supply   Co.   vs.   Director 

General,  T.  &  P.  et  al. 

12286 — Democrat  Printing  Co.  et  al.  vs.  Director  General,  Ahnapee  & 
Western  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  13107  —  NATIONAL  LIVESTOCK  EXCHANGE  vs.  A.  T.  &  S.  FE  RAILWAY    CO.,   January   3rd,   at   Chicago,   attacks   rule   providing   charges 

for    bedding    live    stork    in    cars. 

DOCKET  12630  —  SAME  TITLE  —  Hearings  (beginning  January  5th),  Chicago,  St.  Paul,  Omaha,  Denver,  Oklahoma  City,  Kansas  City,  St.  Louis,  Buffalo. 
The  complaint  alleges  that  the  collection  of  terminal  charges  at  certain  markets,  while  absorbing  them  at  others,  has  subjected  shippers  to  unjust, 
unreasonable  and  discriminatory  rates,  and  requests  establishment  of  reasonable  rates. 

to  The  State  Law  Reporting  Company,  official  reporters  to  the  Commission, 
Woolworth  Building,  New  \ork  City. 

Tbe  charge,    as   fixed  by  the   Commission,   is   12%    cents   per  page   for 
each    copy    furnished. 


Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of 

_          ... 
the  Commission   (see  Docket  of  the  Commission  in  each  issue  of  The  Traf- 

fie  World)   throughout  the  country  except  Washington  should  be  addressed 


DIRECTORY  OF  ATTORNEYS 


PRACTICING     BEFORE     THE 
INTERSTATE  COMMERCE  COMMISSION 


CHAS.  E.  WALLINGTON 

Attorney  at  Law  and  Counsellor  In 
Interstate   and    Foreign    Commerce 

*  Counsellor 


Wl  tPITZEB  BLO«. 
fnokaie  Arrangement*—  Demnmce     TOLEDO,  OHIO 


OaMral  MatWi.  Belatlnf  to  BtaU, 
latent*!*  and  WontfD  Comment 


OIOBO*  H.  BBOWH 


OEORQB  L.  BOYL1 


BROWN  &  BOYLE 
Attorneys  and  Counsellors  at  Law 

Special  attention  to  Freight  Rate  AdJuitnulU 

ud  Practice  before  the  Interstate 

Commerce  Commission 

Boom  MM  ATtitr1*'"  National  Bank  Bulldinf 
Telephone  Main  2702  Washington,  D.  0. 


GEO.    T.    BELL 

COMMERCE  COUNSEL 

m»-im.  Executive  Vice-President.  North- 
ern West  Virginia  Coal  Operators'  Associa- 
tion; 1914-1919,  Attorney-liiramlner,  Inter- 
state Commerce  Commission;  1809-1919, 
Commerce  Counsel  for  various  commercial 
organizations  and  shippers  of  Missouri  River 
cities. 
MUNSEY  BUILDING,  WASHINGTON.  D.  C. 


CHARLES  H.  LAMFEN 
Commerce  Counselor 

All  phases  of  Traffic 
and  Transportation 


414  The  Arcade 


CLEVELAND,  O. 


LESSER  &  LESSER 

Attorneys  and   Counsellors  at  Law 
277  Broadway,  New  York  City,  N.  Y. 

TRAFFIC  CLAIMS  and 
SHIPPERS'  FREIGHT  CLAIMS 


JOHN  M.  STERNHAGEN 

ATTORNEY  AT  LAW 

Interstate  Commerce  and 
Federal  Tax  Law 

105  South  La  Salle  Street        CHICAGO 


KARL  KNOX  GARTNER 

(For  a  number  of  years  Attorney  and  •xamiaer,  Intliltile 
Commerce  CommlHlon.  and  prior  tkereto  •odd  la  *• 
practice  of  lav  at  LonlnUle,  Ky.) 

Special  attention  to  matten  before  the  ImterstaU 
Commerce  Commission,  Income  Tax  U»lt.  Federal 
Trade  ComntissloB,  Uaited  States  Shippi.f  Bean. 
Federal  Court*. 

701  706  WOODWARD  BLDQ.,  WASHINGTON 


JAMES  BORLAND 

Consulting  Traffic  Manager 

All  Traffic  and  Transportation  Matters 

We  make  a  Specialty  of  Filing  and  Collecting  Freight 
and  Express  Claims  for  Shippers 

1659  Foulkrod  Street,     PHILADELPHIA,  PA. 


EDWARD  A.  HAID 

ATTORNEY   AT    LAW 

1411-16   Liberty   Central   Trust   Building, 

St.  Louis.  Mo. 

Special  attention  to  matters  before  Inter- 
state Commerce  and  State  Commissions  an* 
railroad  and  rate  litigation  and  claims. 
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Estimated  weights  on  berries  in  pony  refrigerators;  I.  and  S. 
1344  (64  I.  C.  C.,  610-612) - 

Classification  exceptions  of  cottonseed  cake,  meal,  molasses 
feed,  etc.,  in  Western  Trunk  Line  territory;  I.  and  S.  1408 
(64  I.  C.  C.,  613-614) 

Scrap  paper,  ragrs.  and  old  rope  between  Western  Trunk  Line 
points;  I.  and  S.  1380  (64  I.  C.  C.,  607-609) 

Switching  charges  at  Attica,  N.  Y.;  I.  and  S.  1394  (64  I.  C.  C., 
582-584)  

United  Iron  Works  et  al.  vs.  Director  General,  Missouri  Pa- 
ciflc,  et  al.;  case  11806;  sand  (64  I.  C.  C..  601-604) 


TENTATIVE    REPORTS   OF  THE   COMMISSION. 


FARMER. RAILROAD    CONFERENCE     CONTROVERSY. 

MISCELLANEOUS   TRAFFIC    DECISIONS 

Cases  decided  by  state  and  federal  courts 


LOSS   AND   DAMAGE   DECISIONS 

Cases  decided  by  state  and  federal  courts. 


MERCHANT    MARINE    SUBSIDY    

THE   OPEN    FORUM 

American    Merchant    Marine — Misquotation    of    rates — Good 
Railroad    Service     - 
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1355 
1355 
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1355 
1356 
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1356 

1357 
1361 

1364 

1364 
1365 


PERSONAL   NEWS   AND    NOTES 


QUESTIONS  AND  ANSWERS 

Legal  and  practical  questions  answered  by  experts. 

DOCKET  OF  THE   COMMISSION 

Dates  and  places  of  hearings  and  arguments... 
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WASHINGTON 
COLORADO   BUILDING 
Telephone,  Main  3840 


CHICAGO 

418-430  S.  MARKET  STREET 
Telephone,  Harrleon  8808 


MID-WEST  Box  COMPANY 


Look  for 

the 
Trade  Mark 


Use 

Triple  Tape 
Corners 


Announce 

The  "Perfect  Package" 

A  WATER-PROOF  Corrugated  Fibre  Box 

with  Triple  Tape  Corner  and  Offset 
Score.  The  first  Fibre  Box  to  stand 
up  after  being  water  soaked. 

Corrugated 
Fibre-Board 

Products 

Solid  Fibre 

Containers 

MID-WEST  Products  are  engineered 
to  QUALITY. 

We  maintain  a  systematized  inspection 
service  covering  machines,  raw  mate- 
rials and  finished  product  to  insure 
quality,  and  a  corps  of  experienced 
package  designers  to  help  our  custom- 
ers solve  their  packing  problems. 

MID-WEST  TRIPLE  TAPE  COR- 
NERS prevent  peeling  and  splitting. 

Our  DOUBLE  WALL  Corrugated 
Boxes  are  the  best  for  EXPORT  and 
long  distance  shipping. 

GENERAL  OFFICES: 
1337  Conway  Building  Chicago,  111. 

FACTORIES: 

Anderson,  Ind.  Fairmont,  W.  Va. 

Chicago,  111.      Cleveland,  Ohio      Kokomo,  Ind. 

We  operate  our  own  box  board  and  strawboard  mills 
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Greetings . 


To  The 


Shippers,   Importers  and   Exporters 

of  the    United  States 


THE  PORT  OF 

Tacoma,  Washington 

Wishes  the  Tear  IQ22  to  be  the  Happiest  and  Most 
Prosperous  in    Your  Business  History 


Mississippi  Central  Railroad  Company 
Louisiana  &  Arkansas  Railway  Company 


MR.  SHIPPER:— 

If  you  are  moving  freight  between  SOUTHEASTERN  and  SOUTH- 
WESTERN points  it  will  pay  you  to  investigate  the  new  NATCHEZ  ROUTE. 

Excellent  roadbed,  equipment  and  schedules,  which  are  co-ordinated 
with  those  of  connecting  lines  and  are  reliably  maintained,  enable  us  to  give 
you  the  kind  of  service  you  want. 

ROUTE  FROM  THE  WEST  VIA  SHREVEPORT,  LA.,  STAMPS 
OR  HOPE,  ARK.,  CARE  NATCHEZ  ROUTE. 

ROUTE  FROM  THE  EAST  VIA  MOBILE  OR  HATTIESBURG, 
CARE  NATCHEZ  ROUTE. 


H.  R.  Wilson, 

Traffic    Manager,    Mississippi    Central    R.    R., 
Hattiesburg,  Miss. 


B.  S.  Atkinson, 

Traffic    Manager,    Louisiana    &    Arkansas    Ry., 
Texarkana,  Ark. 


Carroll  H.  Smith, 
General  Agent, 
419  Palmer  Bldg. 
Atlanta,  Ga. 


Traffic  Department  Representatives: 

C.  G.  Lang,  W.  S.  Cornell,                H.  R.  Whiting,                 R.  E.  McGrath, 

Commercial  Agent,  General  Agent,               General  Agent,                 Commercial  Agent, 

902  City  Bank  Bldg.  511   Insurance  Bldg.      622  Insurance  Bldg.        330  Ry.  Exchange  Bldg. 

Mobile,  Ala.  Dallas,  Tex.                      Oklahoma,  Okla.             Kansas  City,  Mo. 
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— express  service  at  freight  rates 
across  the  Pacific 


ONLY 


12  Days  to  Yokohama 
14  Days  to  Kobe 
18  Days  to  Shanghai 
22  Days  to  Hong  Kong 
26  Days  to  Manila 


January  15 
January  2 


Se 


SAILINGS: 

*S.S.  BAY  STATE   ....       January    7  S.S.  EDMORE 

*S.S.  KEYSTONE  STATE    .     .  January  14  S.S.  ELDRIDGE       . 

**S.S.  SILVER  STATE February  4 

(•Combination  21,000  ton  freight  and  passenger  liners,  speed  17^  knots.) 
(Through  bills  of  lading  issued  in  connection  with  our  feeder  services  and  other  lines  J 

FAST,*FREQUENT  COASTWISE  SERVICE 

SEATTLE  VICTORIA  PORTLAND  LOS  ANGELES 

TACOMA.  VANCOUVER  SAN  FRANCISCO  SAN  DIEGO 

and  all  Alaika  Point* 

For  Additional  Sailing  Date*,  Rate*,  Detailed  Information,  Apply  to 

142  South  Clark  Street,  Chicago          17  State  Street,  New  York, 

Agencies  All  Cities  Pacific  Coast  and  Orient 

M.  J.  WRIGHT,  Freight  Traffic  Manager,  Seattle 

L.  L.  BATES,  Foreign  Freight  Agent,  Seattle 

Pacific  Coast  Agents— Nawsco  Line— Fast  Intercoastal         ^"^       ma,  e  the 

Freight  Service  between   East  and  West  Coast  Ports.  ^^*^ 

American  Flag 

your  *  hipping  guide 


ANYWHI  ON  'HI  PACIFIC 


^ADMIRAL  LINE 
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LUCKENBACH  LINES 

COAST  TO  COAST  VIA  PANAMA  CANAL 


Express  Freight  Services 


U.  S.  Mail  Steamers 


Twin  Screw  American  Steamers 


NEW  YORK         PHILADELPHIA         SAN  DIEGO          LOS  ANGELES 
SAN  FRANCISCO         PORTLAND         SEATTLE         TACOMA 


MOBILE  NEW  ORLEANS  SAN  DIEGO  LOS  ANGELES 

SAN  FRANCISCO        PORTLAND         SEATTLE          TACOMA 


Through  Bills  of  Lading  issued  to  and  from  other  North  Pacific  Ports  and  Hawaiian  Island*. 


GENERAL  OFFICES:     44  Whitehall  Street,  New  York 


Marquette  Bldg. 
Chicago 


Lafayette  Bldg. 
Philadelphia 


Oliver  Building 
Pittsburgh 


Central  Bldg. 
Los  Angeles 


Merchants  Exchange 
San  Francisco 


Railway  Exchange 
Portland 


Pierce  Building 
St.  Louis 


Mobile  Liners,  Inc.,  Agents 
Mobile,  Ala. 


A.  Le  Blanc,  Agent 
New  Orleans,  La. 


L.  C.  Smith  Bldg. 
Seattle 


Save  Money 

On  Your  Freight  Shipments 
"How?"    That  is  Simple 

Simple,  indeed,  if  those  shipments  of  yours  include  Household  Goods, 
Automobiles  or  Machinery  for  domestic  points,  or  anything  any- 
where for  export,  and  remember  that  our  Consolidated  Carload 
Service  not  alone  saves  your  money,  but  time  and  trouble  as  well. 
"The  reason?"  That  is  simple,  too — Consolidation  and  Co-operation,  those 
are  the  factors  which  effect  all  these  savings  when  shipments  are  made  through 
our  Consolidated  Carload  Service. 


Export  and  Domestic  Freight  Forwarders 


Boston:  Old  South  Building, 
Buffalo:  ElUcott  Square, 
Philadelphia:  Drexel  Building, 
Cincinnati:  Union  Trust  Building. 
Portland.  Oregon:  ijth  and  Kearney  Streets. 


General  Offices:     203  So.  Dearborn  St.,  Chicago 
Eastern  Offices:         Woolworth  Bldg.,  New  York 

Cleveland :  Hippodrome  Building 
Los  Angeles:  Van  Nuys  Building, 
San  Francisco:  Monadnock  Building, 
Seattle:  Alaska  Building,. 
Write  the  Nearest  OfKt. 
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SIX  MONTHS     . 
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WASHINGTON.  D.  C. 


TRAFFIC  WORLD  INDEX 

The  index  for  the  volume  of  The  Traffic  World, 
July-December,  1921,  just  concluding,  will  be  sent  to 
subscribers  with  their  January  14  copies  of  Hie  maga- 
zine. They  should  be  preserved  and  bound  with  the 
copies  of  the  publication. 


THE  AGRICULTURAL  DEAL 
There  is  still  considerable  doubt  as  to  the  real  pur- 
pose and  results  of  the  Racquet  Club  conference  in 
Washington,  December  9,  at  which  J.  R.  Howard,  presi- 
dent of  the  American  Farm  Bureau  Federation,  is  re- 
ported to  have  promised  that  the  agricultural  organiza- 
tions would  withdraw  support  of  the  provisions  of  the 
Capper  bill  restoring  power  over  state  rates  to  the  state 
commissions  and  repealing  section  15. \,  if  the  railroads 
would  agree  to  the  repeal,  as  quickly  as  possible,  of  that 
part  of  section  ISA  that  gives  the  railroads  a  five  and  a 
half  or  six  per  cent  net  return  on  their  valuation  until 
March  1,  1922;  but  if  that  report  is  true  there  ought  to 
be  no  difficulty  about  an  agreement,  since  that  part  of 
section  15  A  expires  by  limitation  in  two  months  from 
now  and  the  revenue  therein  stipulated  has  never  been 
produced  anyhow.  The  railroads  would  be  giving  noth- 
ing for  something  they  very  much  desire.  The  ridicu- 
lousness of  the  alleged  bargain  is  the  thing  that  most 
makes  us  doubt  the  accuracy  of  the  report. 

Much  as  we  dislike  to  find  ourselves  in  agreement 
with  Senator  LaFollette  about  anything,  and  much  as 
we  disagree  with  him,  even  in  this  case,  as  to  the  ex- 
cellence of  the  Capper  bill,  we  must  still  be  glad  that 
lie  has  given  national  publicity  to  the  manner  in  which 
it  has  been  attempted  to  make  this  agreement,  or  what- 
ever agreement  was  made. 

We  suggest  again  that  if  the  carriers  have  a  plan 
to  propose  for  reductions  in  rates,  they  make  it  pub- 


licly before  the  proper  tribunal  and  that  they  deal,  on 
their  merits,  with  legislative  plans  proposed  by  farmers 
or  others.  \\'e  sympathize  with  them  in  their  desire  to 
protect  themselves  from  adverse  legislation,  but  we 
point  out  to  them  what  they  ought  to  be  wise  enough  to 
see  for  themselves — that  a  victory  gained  by  the  use  of 
such  methods  as  they  are  using  will  be  more  costly,  in  the 
long,  run,  than  defeat.  That  a  senator  so  thoroughly 
despised  and  discredited  among  righteous  and  thinking 
people  can  win  any  sort  of  applause  from  them  when  he 
deals  with  transportation  subjects  ought  in  itself  to  be 
sufficient  warning  to  the  railroads. 


CARRIERS'    PUBLIC    RELATIONS 

\\  illiam  J.  Cunningham,  professor  of  transportation 
at  Harvard  University,  has  an  article  in  a  recent  issue  of 
the  New  York  Evening  Post  in  which  he  discusses  the 
question  of  whether  the  railroad  managers  should  make 
a  greater  effort  to  put  their  case  fully  before  the  public 
and  attempt  to  answer  the  many  charges  that  reflect  on 
their  honor  and  efficiency.  He  says  that  among  rail- 
road executives  there  are  differences  of  opinion  on  this 
question.  One  group,  he  says,  holds  the  view  that  it  is 
their  duty  to  do  all  that  can  be  done  to  state  the  facts 
fully  and  frankly.  Another  group,  he  says,  takes  the 
ground  that  no  good  can  come  from  large  scale  efforts  to 
meet  unfair  or  false  charges.  They  assert  that  the  prime- 
function  of  the  manager  is  to  operate  the  railroad  and 
that  his  mind  should  not  be  distracted  by  irresponsible 
and  selfish  criticism. 

Between  these  two  groups,  he. says,  is  a  larger  num- 
ber of  managers  who  adopt  a  middle-of-the-road  policy. 
"While  not  aggressive  in  their  defense,"  he  says,  "and 
while  not  seeking  opportunities  to  express  their  views, 
they  take  favorable  occasion  to  give  publicity  to  the 
facts  as  they  see  them  and  are  ready  to  meet  a  challenge 
when  it  is  directly  given.  Ordinarily,  such  publicity  is 
local  in  its  scope  and  is  a  defense  of  the  individual  rail- 
way rather  than  of  railway  management  as  a  whole. 
They  are  content  to  leave  the  large-scale  publicity  to 
the  Association  of  Railway  Executives,  or  to  similar 
regional  bodies,  or  to  the  few  individual  systems  which 
have  effective  publicity  organizations.  They  incline  to 
the  view  that  they  can  add  little  to  that  which  is  said 
by  well  recognized  spokesmen  like  Howard  Elliott,  or 
Julius  Kruttschnitt,  who  usually  take  a  nation-wide  view- 
point in  the  discussion  of  the  transporttion  problem." 

Professor  Cunningham  then  quotes  from  recent  edi- 
torials in  The  Traffic  World  suggesting  faults  in  the 
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GOLF,  MOBILE  t  NOBTHEBN 
BAUKOAD 

AlfB   CONNECTIONS 


Gulf,  Mobile 

&  Northern  R.  R. 

Daily  Fast  Through  Freight  Schedules 

BETWEEN 

POINTS  in  the  EAST,  NORTH,  and  WEST, 

AND 

South,  Southwest,  Mexico,  California  Terminals 
and  Gulf  Ports 

in  connection  with  I.  C.  R.  R..  L.  &  N.  R.  R.,  M.  &  O.  R.  R.,  N.  C. 
&  St.  L.  Ry.,  via  Jackson,  Tenn.,  Southern  Ry.  via  Middleton,  Tenn., 
and  Laurel,  Miss.,  Frisco  Lines  via  New  Albany,  Miss.,  A.  &  V.-V.  8. 
&  P.  Rys.,  via  Newton.  Miss.,  Vicksburg,  Miss.,  and  Shreveport,  La., 
G.  &  S.  I.  R.  R.,  via  Laurel,  Miss.,  diverging  rail  and  steamship  lines 
via  Mobile  and  New  Orleans. 


SOUTHBOUND 


NORTHBOUND 


MOM 

4:30  p.  m.  0  Lv. 

12:30  a.  m.  83  Lv. 

12:47  p.  m.  next  day  247  Ar. 

3:25  p.  m.  next  day  261  Ar. 

4:20  p.  m.  next  day  298  Ar. 

4:10  a.  m.  2nd  day  410  Ar. 

5:40  a.  ro.  2nd  day  448  Ar. 

2:30  a.  m.  2nd  day  356  Ar. 

5:30  p.  m.  2nd  day  521  Ar. 


Jackson,  Tenn.      Ar.     8:00  a.  m.  2nd  day 
New  Albany,  Miss.  Ar.  12:30  a.  m.  2nd  day 
Newton,    Miss.      Lv.  11:55  a.  m. 
Meridian,   Miss.     Lv.     7:35  a.  m. 
Laurel,    Hiss.        Lv.     8:45  a.  m. 
Mobile,     Ala.         Lv.  10:00  p.  m. 
New  Orleans,  La.  Lv.     9:40  p.  m. 
Vicksburg,  Miss.  Lv.     5:00  a.  m. 
Shreveport,  La.     Lv.     3:00  p.  m. 


Southbound  deliveries  from  New  Albany  to  Newton,  Meridian  and 
Laurel  are  made  same  day,  to  other  points  next  day.  Northbound, 
from  Laurel,  Meridian  and  Newton  to  New  Albany,  next  day,  from 
other  points  2nd  day. 

Daily  through  merchandise  car  service  from  Chicago  and  St.  Louis 
to  Meridian,  Miss.,  Laurel,  Miss.,  and  Mobile,  Ala..  ALSO  weekly 
through  refrigerator  car  service  from  Chicago  to  same  points  of 
destination,  making  third  afternoon  deliveries  at  Meridian  and  Laurel 
and  fourth  morning  at  Mobile  from  Chicago,  second  afternoon  and 
third  morning  from  St.  Louis. 

Special  attention  given  to  the  handling  of  IMPORT,  EXPORT  and 
INTERCOA8TAL  traffic  through  the  ports  of  Gulfport,  Mobile  and 
New  Orleans. 

"THE  ROAD  OF  SERVICE" 


The  Cincinnati,  Indianapolis  &  Western  Railroad  Co. 

With  its  connections 
"THE  SHORT  LINE  FROM  COAST  TO  COAST" 

The  Cincinnati,  Indianapolis  &  Western  Railroad  is  the  short  line  on  traffic  routing  to  and  through  Kansas  City  avoid- 
ing the  larger  terminals. 

Through  St.  Louis,  Peoria,  Chicago  and  connections  it  reaches  the  Southwest,  West  and  Northwestern  territories,  and 
is  a  natural  intermediate  line  on  through  traffic  between  the  East  and  West,  North  and  South. 

The  thorough  co-ordination  existing  between  the  traffic  and  operating  departments  coupled  with  motive  power  of  high 
class  and  condition  assures  efficient  handling  of  traffic, 

FAST  FREIGHT  schedules  are  uniformly  maintained  between  Springfield,  Decatur,  Tuscola,  Indianapolis,  Rushville. 
Connersville,  Hamilton,  Cincinnati,  and  all  points  on  its  line  and  beyond  these  junctions  in  Central  Freight  Association  and 
New  York,  Boston,  Albany,  Philadelphia,  Syracuse,  Baltimore,  Rochester,  Norfolk,  Richmond  and  all  Eastern,  Southern  and 
Southeastern  points. 

Fast  Freight  Service  in  connection  with  all  Fast  Freight  Lines  Routes. 

J.  A.  SIMMONS.  General  Traffic  Manager                C.  I.  &  W.  R.  R.  Building.  Indianapolis.  Ind.  R.  B.  KINK  AID,  Assistant  General  Freight  Agent 
For  Information  as  to  Rates.  Routes,  Service,  etc.,  ask  any  Railway  Agent  or  address  the  C.  I.  &  W.  R.  R.  at  any  of  the  following  points,  where  we  have 

General  Agents : 

<~  «-  *   w.   m.  B.   Building.   Indianapolis,   lad.               201    Mercantile    Building,    Cincinnati,    Ohio.  1210    Barclay    Bldg.,    New   York 

3M  Rtisch  BnlldlBg,  Springfield,  III.                                       837  Marqnett*  Bldg,  Chicago  728   Moaadiiock   Bldg..   Sam   Francisco,  Calif. 

i.l  t  Aread*  Building.  St.   Louis,  Mo.                                  Sll  Park  Bldg.,  Pittsburgh.  Pa.  509  Wesley-Roberts  Bldg.,  Los  Angeles,  Calif. 

107  Railway  Kxchaage,  Ksasu  City,  Mo.                                41  Porter  Bldg.,  Memphis.  Team.  514  Colmmm  Bldg*  Seattle,  Wash. 
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present  methods  of  the  carriers  in  dealing  with  the  pub- 
lic, and  says : 

This  form  of  advice  to  railway  management  IB  timely.  It  IB 
•  •\tremely  important  that  the  public  should  be  taken  fully  Into 
confidence,  and  that  they  should  not  be  misled,  through  failure 
to  see  convincing  answer,  by  the  extensive  propaganda  designed 
to  discredit  private  management  as  a  step  toward  some  form  of 
nationalization.  The  proponents  of  the  Plumb  plan,  although 
unmistakably  rebuked  In  the  last  national  election,  are  still 
active.  Through  their  own  publication,  through  the  monthly 
Journals  of  the  employes'  organizations,  and  by  field  workers, 
they  are  doing  all  that  they  can  to  destroy  every  vestige  of 
loyalty  among  employes  and  to  poison  the  minds  of  an  inade- 
quately informed  public. 

This  form  of  propaganda  is  much  more  perversive  of  truth 
than  exaggeration  or  misstatement  by  those  who  are  carrying 
on  the  campaign  against  railroads  for  the  purpose  of  lowering 
transportation  charges.  There  is  much  to  justify  the  agitation 
looking  toward  a  reduction  in  rates.  There  is  little  to  Justify  the 
sinister  plan  for  "democratic  control"  under  the  Plumb  Plan. 
Yet  the  dissatisfaction  of  the  shippers,  who  have  a  real  griev- 
ance, is  being  capitalized  by  the  agitators  for  the  Plumb  and 
kindred  plans,  and  the  general  public  is  confused  on  the  real 
issue. 

The  railroad  managers  realize  that  public  opinion  towards 
private  ownership  and  control  is  not  now  as  favorable  as  it  was 
two  years  ago.  During  the  closing  months  of  federal  control, 
while  Congress  was  considering  the  several  proposed  solutions  of 
the  railroad  problem,  public  opinion  unmistakably  supported  a 
full  return  to  private  management  and  effectively  disposed  of  all 
plans  which  contemplated  partial  or  complete  nationalization. 
The  passage  of  the  transportation  act  was  made  the  occasion 
of  sincere  and  general  expressions  of  confidence  in  private  rail- 
road management,  and  this  feeling  of  confidence  continued 
throughout  1920. 

During  the  past  year,  however,  there  has  been  a  noticeable 
change.  It  is  partly  the  reflex  of  the  feeling  that  rates  are  too 
high;  it  is  partly  the  result  of  failure  of  railroad  managers 
locally  to  keep  their  fingers  on  the  pulse  of  public  opinion,  and 
it  is  partly  the  result  of  the  continued  insidious  propaganda  for 
the  Plumb  plan  and  the  world-wide  tendency  to  lean  toward  so- 
cialistic ideals.  The  railroad  executive  organizations  already 
referred  to,  and  many  individual  executives,  have  done  a  great 
deal  to  put  the  railroads'  side  of  the  case  before  the  public,  but 
the  situation  requires  much  more,  particularly  from  the  local 
viewpoint  of  individual  carriers. 

It  is  vitally  essential  that  the  public  should  understand  the 
facts.  They  will  not  learn  the  facts  unless  they  are  made  avail- 
able frequently  and  through  many  channeds.  With  so  many 
irresponsible  and  intellectually  dishonest  agitators  poisoning  the 
public  mind  with  sophistry,  half-truth  and  misstatement,  it  is 
incumbent  upon  railroad  management  to  meet  the  charges  with 
complete  answers.  This  can  be  accomplished  most  completely 
and  effectively  by  an  intensive  and  decentralized  campaign,  car- 
ried on  locally  through  all  of  the  general  and  the  divisional  offi- 
cers of  the  traffic  and  operating  departments — the  officers  who 
come  in  direct  contact  with  the  public.  An  effort  should  be  made 
also  to  combat  the  harmful  influence  which  inaccurate  and  mis- 
leading statements  are  exerting  upon  the  minds  of  employes, 
particularly  those  in  train  service. 

This  is  not  to  say  that  the  president  or  the  vice^resldents 
of  the  company  shall  undertake  a  barnstorming  expedition  or 
neglect  their  more  important  duties  for  speech  making.  The 
executives  may  reserve  their  statements  for  the  larger  audi- 
ences, but  each  president  should  insist  upon  the  painstaking 
carrying  out  of  a  policy  of  taking  the  public  completely  into 
their  confidence  through  local  contact  by  subordinate  officers. 
It  is  a  mistake  to  assume  that  it  is  useless  to  answer  unfair 
charges.  Failure  to  answer  may  be  mistaken  as  proof  of  their 
fairness.  While  it  is  impracticable  to  trail  the  agitators  of  the 
soap-box  variety  or  to  cover  all  of  the  forums  or  other  gatherings 
of  that  element  in  the  public  which  relish  attacks  on  anything 
capitalistic,  it  is  practicable  to  adopt  and  follow  a  policy  of 
placing  the  facts  fully  and  frankly  before  thinking  people.  This 
class  hears  much  of  criticism;  it  hears  little  of  the  answer. 

The  public  at  large  may  be  likened  to  a  grand  Jury.  It  is 
continually  in  session  and  is  constantly  hearing  and  weighing 
evidence  and  argument.  Like  the  grand  Jury,  its  deliberations 
are  secret  and  its  decisions  come  at  unexpected  times.  It  Is  Im- 
portant, therefore,  that  the  public  should  have  the  evidence  and 
argument  on  both  sides  of  the  railroad  question,  so  that  Its  in- 
dictment, when  one  is  returned,  will  place  the  burden  of  defense 
where  it  belongs. 


the  January  7  number.  While  these  articles  are  called 
"traffic  lessons,"  and  while  they  are  that,  and  are  writ- 
ten primarily  for  the  beginner  in  traffic,  they,  never- 
theless, contain  much  matter  that  can  be  read  with 
profit  by  the  more  experienced,  even  where  these  expe- 
rienced men  are  close  students  and  well  informed  them- 
selves. We  feel  peculiarly  gratified  in  being  able  to 
offer  our  readers  this  series  of  valuable  articles. 


COURSE  OF  TRAFFIC  LESSONS 

The  course  of  traffic  lessons  by  Professor  Grover 
G.  Huebner  to  be  published  in  The  Traffic  World,  one 
every  two  weeks  for  the  next  two  years,  will  begin  in 


RATE  COMMITTEE   DOCKETS 

After  the  December  31  issues  of  The  Traffic  Bulle- 
tin and  the  Daily  Traffic  World,  there  will  be  a  change 
in  the  handling,  in  these  publications,  of  the  dockets  of 
the  various  railroad  rate  committees,  most  of  them  dis- 
appearing at  once  from  our  columns.  The.  following 
letter,  written  by  the  editor  of  the  publications  to  the 
chairman  of  each  of  the  rate  committees,  under  date 
of  December  1,  tells  the  story: 

Some  time  ago  we  wrote  to  you  and  the  chairmen  of  all  the 
other  railroad  rate  committees  to  the  effect  that  publication  of 
the  dockets  and  hearing  notices  of  these  committees  in  The 
Daily  Traffic  World  and  the  weekly  Traffic  Bulletin  had  proved 
to  be  a  great  expense  without  returns  in  the  way  of  circulation 
to  Justify  that  expense.  This,  we  believed,  was  due  to  the  fact 
that  there  were  so  many  other  sources  through  which  interested 
shippers  could  obtain  this  information.  We  suggested,  there- 
fore, as  a  means  of  benefiting  both  ourselves  and  the  carriers 
-the  latter  by  cutting  off  the  expense  and  trouble  of  a  large 
mailing  list— that  the  two  publications  mentioned  above  be  made 
the  official  and  exclusive  mediums  for  the  distribution  of  this 
Information  by  the  carriers,  except  as  there  might  be  other 
similar  publications  of  general  circulation  that  might  also  wish 
to  print  It. 

The  carriers  seemed,  in  the  main,  favorably  disposed  toward 
our  proposal,  but  none  of  the  rate  committees  accepted  it  Mr. 
L.  J.  Spence,  chairman  of  the  Western  Traffic  Executive  Com- 
mittee, docketed  the  matter  for  consideration  with  the  National 
Industrial  Traffic  League,  his  idea  being  that  it  would  not  be  wise 
for  the  carriers  to  make  this  change  in  the  method  of  distribution 
of  dockets  unless  the  shippers  agreed  to  it.  The  League  voted 
down  even  Mr.  Spence's  proposal,  which  was  a  modification  of 
ours.  He  proposed  to  include  with  us  in  the  distribution,  the 
state  commissions  and  the  general  officers  and  commercial  repre- 
sentatives of  railroads.  The  League's  attitude  was  that  members 
ought  not  to  be  compelled  to  subscribe  for  The  Traffic  Bulletin 
at  a  cost  of  $20  a  year  when  they  could,  and  many  of  them 
did,  obtain  this  information  directly  at  no  cost  and,  of  course, 
more  fully  and  more  promptly  than  If  we  furnished  it 

We  have  given  the  matter  thorough  consideration  since  then 
and  have  determined  that  the  expense  of  publishing  this  In- 
formation, which,  as  pointed  out  by  the  shippers,  can  be  and  Is 
obtained  elsewhere  at  no  cost,  is  not  warranted  by  the  possible 
small  increase  in  circulation  resulting  from  it  or  the  small  extra 
service  that  it  enables  us  to  offer  our  subscribers.  We  have, 
therefore,  concluded  to  discontinue  publication  of  these  dockets, 
hearing  notices,  and  disposition  notices,  with  the  December  31 
21,  issue  of  The  Traffic  Bulletin,  except  where  a  rate  committee 
may  decide  to  make  us  its  exclusive  medium  In  agreement  with 
the  terms  of  our  original  proposal,  or  where  such  committee 
may  be  willing  to  pay  for  the  insertion  of  the  information  in 
our  columns.  In  such  cases  we  shall  continue  publication  of 
information  issued  by  such  committees. 

Where  the  committee  prefers  to  pay  for  insertion,  the  rate 
will  be  $4.00  a  column  in  The  Traffic  Bulletin,  to  include  also 
publication  In  The  Daily  Traffic  World.  That  price  is  less  than 
the  cost  to  us  of  publishing  the  material.  We  make  the  pro- 
posal merely  as  affording  a  means  of  continuing  the  printing 
of  this  matter  in  our  publications  if  the  carriers  desire  it  con- 
tinued, and  not  as  a  means  of  earning  a  profit.  We  realize  that 
discontinuing  publication  might  be  of  some  little  disadvantage  . 
to  us  and,  hence,  are  willing  to  stand  a  share  of  the  cost  It 
must  be  borne  In  mind  by  the  carriers,  of  course,  that  If  we 
discontinue  publication,  the  demands  on  them  from  shippers  to 
be  put  on  their  mailing  lists  will  be  greatly  increased. 

If  you  desire  publication  by  us  continued  under  either  of 
the  two  above  proposals,  please  let  us  hear  from  you.  Other- 
wise, we  shall  discontinue  publication  the  first  of  the  year. 

The  National  Perishable  Freight  Committee,  in  an- 
swer to  the  above  letter,  signified  its  intention  to  con- 
tinue the  practice  it  had  already  adopted  of  making  us 
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its  official  and  exclusive  medium.  No  other  committee 
had  used  that  method.  Its  dockets,  therefore,  will  con- 
tinue to  appear  in  our  columns.  The  Western  Traffic 
Executive  Committee  (L.  J.  Spence,  chairman)  has 
asked  for  more  time  in  which  to  consider  the  proposal 
that  its  rate  committees  adopt  one  of  the  two  methods 
we  have  suggested.  We  shall,  therefore,  continue  to 
publish  the  dockets  of  the  Western  Trunk  Line  Com- 
mittee, the  Southwestern  Freight  Bureau,  and  the 
Transcontinental  Freight  Bureau,  for  thirty  days  longer, 
or  as  much  of  that  time  as  may  be  necessary  for  the 
carriers  to  reach  a  decision.  None  of  the  other  com- 
mittees has  made  any  proposal  or  suggestion  in  re- 
sponse to  our  letter.  Their  dockets,  therefore,  will  all  be 
discontinued  in  our  publications.  We  shall  continue  to 
publish  the  docket  of  the  Consolidated  Classification 
Committee  for  the  reason  that  the  committee  makes  a 
charge  of  three  dollars  a  year  for  this  docket  and  its 
publication  by  us  is,  therefore,  a  material  service  to  our 
subscribers. 

We  greatly  regret  our  inability  to  continue  publi- 
cation of  these  rate  committee  dockets.  We  undertook 
publication  as  a  means  of  increasing  our  circulation  but. 
because  of  the  liberal  methods  of  the  carriers  in  making 
distribution  (which  the  shippers  refuse  to  permit  them 
to  change),  we  were  unable  to  realize  enough  to  come 
anywhere  near  paying  the  additional  expense.  We 
realize  that  our  stopping  publication  may  cause  annoy- 
ance to  some  of  our  subscribers  who  now  depend  on  us 
in  this  respect  as  a  matter  of  convenience,  or  who  do 
not  know  that  they  can  obtain  the  dockets  in  any  other 
manner.  We  have  no  authority  to  speak  for  the  car- 
riers, but  we  do  not  well  see  how  they  can  now  refuse 
to  supply  their  dockets  to  any  shippers  who  may  desire 
them. 


NOVEMBER  RAILROAD  REVENUES 

The  Traffic   World   Washington  Bureau 

Compilations  made  public,  December  29,  by  the  Bureau  of 
Railway  Economics,  from  the  reports  of  127  roads  to  the  Commis- 
sion, on  November  revenues  and  expenses,  showed  a  net  railway 
operating  income  of  $49,225,426,  an  increase  of  47.7  per  cent 
over  last  November.  On  this  basis,  all  class  I  roads  will  have 
a  net  of  approximately  $80,000,000,  or  a  return  of  4.6  per  cent 
on  an  annual  basis  of  their  valuation.  To  have  6  per  cent  they 
should  have  earned  $103,000,000  in  November. 

Revenues  amounted  to  $355,586,496,  a  decrease  of  21.6  per 
cent,  as  compared  with  November  last  year,  and  expenses 
amounted  to  $283,950,195,  a  decrease  of  29  per  cent.  These  fig- 
ures cover  63  eastern,  25  southern  and  39  western  roads,  with 
a  total  mileage  of  161,168.  Eastern  roads  showed  an  increase  of 
53  per  cent  in  the  net  over  last  year,  Southern  roads,  54  per 
cent,  and  western  roads,  34  per  cent. 

Julius  Parmelee,  director  of  the  bureau,  estimated  that  all 
class  I  roads  will  have  a  net  railway  operating  income  of  $615,- 
000,000  for  1921,  and  that  a  rate  of  return  for  the  entire  year 
on  their  valuation  will  be  3;3  per  cent.  This  is  based  on  an 
pstimate  that  the  roads  will  have  a  net  of  3.5  per  cent  in  De- 
cember. The  net  in  1920  was  $62,000,000. 


REVENUE  FREIGHT  LOADING 

The  Traffic   World   Washington  Bureau 

Revenue  freight  loading  totaled  727,003  cars  in  the  week 
ended  December  17,  as  compared  with  742,926  cars  in  the  week 
ended  December  10,  according  to  the  weekly  report  of  the  car 
service  division  of  the  American  Railway  Association.  In  the 
corresponding  weeks  of  1920  and  1919  the  loadings  totaled  802- 
271  and  806,734  cars,  respectively. 

Compared  with  the  loadings  in  the  preceding  week,  increases 
were  shown  in  the  loading  of  live  stock  and  coke,  and  decreases 
were  shown  in  the  loading  of  the  other  commodities. 

The  loading  by  districts  in  the  week  ended  December  17, 
as  compared  with  the  corresponding  week  in  1920  was  as 
follows: 


Eastern  district:   Grain  and  grain  products,  9,469  and  5,888; 

'live  stock,  3,951  and  3,837;   coal,  37,282  and  66,479;    coke,  1,762 

and  2,144;   forest  products,  5,043  and  6,359;   ore,  852  and  3,629; 

merchandise,  L.   C.  L.,   59,396   and  48,263;    miscellaneous,   60,690 

and  61,883;   total,  1921,  178,445;   1920,  192,482;   1919,  198,836. 

Allegheny  district:  Grain  and  grain  products,  3,019  and 
1,810;  live  stock,  3,799  and  3,453;  coal,  41,273  and  67,617;  coke, 
3,606  and  6,521;  forest  products,  2,574  and  2,862;  ore,  2,378  and 
4,382;  merchandise,  L.  C.  L.,  45,696  and  36,770;  miscellaneous, 
47,141  and  53,707;  total,  1921,  149,486;  1920,  177,122;  1919,  168,- 
678. 

Pocahontas  district:  Grain  and  grain  products,  251  and  104; 
live  stock,  92  and  116;  coal,  14,794  and  21,720;  coke,  159  and 
758;  forest  products,  1,331  and  1,593;  ore,  24  and  136;  mer- 
chandise, L.  C.  Li.,  5,453  and  4,692;  miscellaneous,  3,174  and 
2,696;  total,  1921,  25,278;  1920,  31,815;  1919,  36,268. 

Southern  district:  Grain  and  grain  products,  4,211  and  2,- 
805;  live  stock,  2,152  and  1,800;  coal,  16,423  and  32,545;  coke, 
454  and  1,002;  forest  products,  18,338  and  14,930;  ore,  605  and 
2,102;  merchandise,  L.  C.  L.,  38,023  and  33,110;  miscellaneous, 
35,412  and  36,670;  total,  1921,  115,618;  1920,  124,964;  1919,  127,225. 

Northwestern  district:  Grain  and  grain  products,  13,598  and 
11,043;  live  stock,  9,678  and  8,701;  coal,  6,137  and  8,876;  coke, 
841  and  1,409;  forest  products,  9,824  and  9,424;  ore,  308  and  1,- 
204;  merchandise,  L.  C.  L.,  25,708  and  24,658;  miscellaneous, 
23,535  and  26,446;  total,  1921,  89,629;  1920,  91,761;  1919,  97,337. 

Central  Western  district:  Grain  and  grain  products,  12,459 
and  9,884;  live  stock,  11,402  and  10,568;  coal,  15,566  and  26,600; 
coke,  193  and  395;  forest  products,  4,903  and  4,553;  ore,  739  and 
2,491;  merchandise,  L.  C.  L.,  30,617  and  28,835;  miscellaneous, 
34,088  and  35,954;  total,  1921,  109,967;  1920,  119,280;  1919,  118,- 
979. 

Southwestern  district:  Grain  and  grain  products,  4,376  and 
3,697;  live  stock,  2,787  and  1,997;  coal,  3,367  and  7,222;  coke,  130 
and  111;  forest  products,  6,677  and  7,027;  ore,  629  and  545; 
merchandise,  L.  C.  L.,  16,270  and  16,393;  miscellaneous,  24,344 
and  27,855;  total,  1921,  58,580;  1920,  64,847;  1919,  59,411. 

Total,  all  roads:  Grain  and  grain  products,  47,383  and  35,- 
231;  live  stock,  33,861  and  30,472;  coal,  134,842  and  225,059; 
coke,  7,145  and  12,340;  forest  products,  48,690  and  46,748;  ore, 
5,535  and  14,489;  merchandise,  L.  C.  L.,  221,163  and  192,721; 
miscellaneous,  228,384  and  245,211;  total,  1921,  727,003;  1920, 
802,271;  1919,  806,734. 


OPERATING  STATISTICS 

The  Traffic   World   Washington  Bureau 

Freight  and  passenger  service  operating  statistics  of  class  I 
steam  roads,  compiled  by  the  Commission  from  164  reports  of 
freight  statistics,  representing  180  roads,  and  from  160  reports 
of  passenger  statistics,  representing  176  roads,  show  that  in 
October  the  roads  had  36,507.000,000  net  ton-miles,  as  compared 
with  42,750,000,000  net  ton-miles  in  October,  1920,  and  for  the 
ten  months  ended  with  October,  289,388,000,000  net  ton-miles, 
as  against  377,025,0000,000  net  ton-miles  in  the  first  ten  months 
of  1920. 

The  per  cent  unserviceable  of  total  locomotives  in  October 
was  22.5,  as  against  22.7  in  October,  1920,  and  the  per  cent  un- 
serviceable of  total  cars  on  line  was  14.8,  as  against  7.2  in 
October,  1920. 

Car-miles  per  car-day  averaged  26.8  in  October,  as  against 
28.6  in  October,  1920;  net  ton-miles  per  car-day  averaged  482, 
as  against  564  in  October,  1920;  net  tons  per  loaded  car  aver- 
aged 27.2  in  October,  as  against  29.9  in  October,  1920.  Net  tons 
of  coal  consumed  in  road  service  amounted  to  6,975,071  in  Octo- 
ber, as  against  8,107,964  in  October,  1920. 

Passenger-train  car-miles  totaled  289,225,000  in  October,  as 
against  305,779,000  in  October,  1920,  and  coal  consumption  in 
passenger  road  service  totaled  2,514,908  net  tons  in  October,  as 
against  2,759,014  net  tons  in  October,  1920. 

For  the  ten  months  the  per  cent  unserviceable  of  total  loco- 
motives was  23.4,  as  against  24.4  in  1920;  the  per  cent  unservice- 
able of  total  cars  on  line  was  13.1,  as  against  6.9  in  1920. 

Car-miles  per  car-day  averaged  22.4,  as  against  24.9  in  the 
920  period;  net  ton-miles  per  car-day  averaged  393,  as  against 
499  in  1920;  and  net  tons  per  loaded  car  averaged  27.7,  as 
against  29  in  1920. 

Coal  consumption  in  freight  road  service  totaled  57,845,212 
net  tons  in  the  ten  months,  as  against  73,903,799  in  the  1920 
period. 

Passenger-train    car-miles    totaled    2,893,987,000     in    the   ten 

months,  as   against   2,977,579,000  in  the   1920   period.     Coal   con- 

.  sumption   in  passenger  road  service  totaled   25.466,651  net  tons 

in  the   ten  months,   as  against  27,738,603  net  tons   in   the   1920 

period. 


DOMESTIC  POSTAGE  RATE  EXTENDED 
The  Post  Office  Department  announces  that,  effective  Janu 
ary  1,  1922,  the.  domestic  postage  rate  of  two  cents  an  ounce, 
or  fraction  thereof,  will  apply  to  letters  mailed  in  the  United 
States,  destined  for  Argentina.  Brazil,  Costa  Rica.  Ecuador, 
Jamaica  and  Martinique. 
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Current  Topics 

in  Washington 


Wisconsin   Case   Decision     Imminent. — An    early  disposal   of 
tin-   \Visronsiii    iate   CUSP   by   the   Supreme  Court  of  the  United 
Stairs  is  expected  by  those  who  have  thought  it  worth  while  to 
•peculate  as  to  the  meaning  of  certain  minor  happenings  in  the 
Boutine  of  the  court.     Although,  at  one  time,  there  was  consid- 
•Table  thought  that  the  court  might  dispose  of  the  case  by  what 
*  vulgarly  known  as  sidestepping,  the  general  idea  now  is  that 
•he  tribunal  will  decide  the  case  as  if  it  were  a  contest  between 
panics   having   a    financial   interest  at  stake  instead  of  treating 
It   as   a   case   purely   of   policy   to   be   disposed   of   by   Congress. 
Those    who    believe   the   interest   of   the   country   would   be   best 
•erved  by  continuance  of  the  policy  laid  down  by  the  Commis- 
:fion  in  the  various  state  rate  cases,  as  a  rule,  believe  the  court 
will   uphold   what   the   Commission   has   done.     There  are   some 
among   those   who   fought    for  the  other  view   who  are  inclined 
j  to  think  the  court  will  not  disapprove  what  the  Commission  has 
•one.     They  are  applying  to  the  question,  What  will  the  court 
Ho?  the  rules   that  racetrack   followers   put   on  the   prospective 
Performances  of  a  horse.     The  "dope"  shows  that  the  Commis- 
sion   has    been    winning    cases    in   the   court    with   almost   clock- 
like  tegularity.     It   failed  in  the  American  Creosoting  case,  but 
that   merely  served  to  emphasize  the  fact  that  in  nearly  every 

matter  the  Commission   has  been   the  victor. 
There  are  perhaps  a  handful  of  persons  among  the  hundreds 
who   come   to    the   Commission   who   refuse   to  attribute   to   the 
Wisconsin   case   the  importance  generally  attached  to  it.     They 
Largue   that,   in   the   end,   the   mileage   scales    prescribed   by   the 
Commission   when   it  has   undertaken  to  iron  out  a  Shreveport 
situation,  under  the  pressure  of  normal  or  even  less  than  normal 
business,  will  break  down — not  because  some  state  commission 
•Vders  it,  but  because  the  competition  between  communities  and 
between  railroads  will  produce  cracks  in  the  structure  that  will 
fcever   be  mended;    and  that  the  end  of  the  dream   of  uniform 
I  rates,  all  made  in  Washington,  will  be  a  lot  of  old  tariffs  in  the 
archives   of  the  Commission.     They  further  argue  that  when   a 
Bsarrier  has  changed   a  rate  or  rates  so  it  or  they  will  not  be 
•he  same  as  prescribed  in  Ex  Parte  74,  the  jurisdiction  of  the 
jbtate   commission   will   again    attach   to   every   rate   that   covers 
It  haul  within  its  borders.     It  has  been  generally  admitted  that, 
as  the  law  now  reads,  it  means  either  the  petrification  of  rates,  or 
a  return  of  many  of  the  rates  to  the  control  of  the  state  com- 
Gmissions.     No  one  has  contended  that,  when  once  the  Commis- 
sion  allows   a    carrier   to   change   the   state  rates   it   prescribed 
•n  Ex   Parte  74,  the  federal   jurisdiction   follows  the  new  state 
Mite.     The  most  that  has  been  contended  on  that  point  is  that,  if 
I  the  Commission  suspends  a  rate  proposed  by  a  carrier  and  then, 
after   inquiry,   allows   the   suspended    rate  to   become   operative, 
that   rate  is  one  prescribed  by  the  Commission. 

One  of  the  commonest  thoughts  is  that,  if  the  Commission 
becomes   rigid  in   keeping  up  the  rates,   the  demand  for  repeal 
l.jof  section  15-a  will  become  insistent  and  dangerous.     Congress- 
men  now   show   impatience   when    a    proposed    reduced   rate   in 
which   their  constituents  are  interested   is   suspended,   even   for 
Investigation.     A  community  is  composed,  not  of  men  who  under- 
stand the  whys  of  rates,  but  of  men  who  are  inclined  to  think 
that   rates,  even  when  the  lowest,  are  still  too  high. 


No  Congressional   Aid   Needed. — At  times  President  Harding 
seems  to  take  delight  in  jabbing  his  elbow  into  the  ribs  of  his 
former  colleagues  who  do  business  under  the  dome  of  the  capitol. 
The  other  day  he  observed  to  those  who  called  on  him  that  the 
reports   of  the   railroads  during  the  last   few   months   indicated 
i  to  him  that  they  would  be  able  to  work  out  their  own  financial 
problems  during  the  coming  year;   and  that  the  Railroad  Admin- 
istration and  the  railroads  were  getting  along  without  the  assist- 
ance that   would  have  come,  principally  to  the  Railroad  Admin- 
istration, through  the  passage  of  the  so-called  funding  bill.     He 
called  attention  to  the  fact  that  the  Railroad  Administration  had 
been  able  to  sell,  without  help  from  anybody,  $135,632,700  of  car 
•rust  certificates.     The  New  Year,  Mr.  Harding  believes,  will  see 
other  hundreds  of  millions  sold.     Their  sale  will  give  the  gov- 
oernment  the  money  needed  by  it  to  pay  its  debt  to  the  railroads, 
without    the   help   of  any  refunding   legislation.     The   President 
Bold  his  friends   that  the  certificates  had  been  sold  at  par  and 
•Lccrued   interest,  and    all    that   without    the    help  of  Congress. 
What    he  told  his  visitors   amounted  to  a   good-natured  sugges- 
tion that  Congress  was  not  always  so  essential  for  a  restoration 
of  business  health  as  the  country  and  Congress  sometimes  seemed 
Imo  think  it  was.     Another  fact  the  President's  remarks  brought 
to  the  surface  again  was  that  the  so-called  refunding  bill,  pri- 
marily, was  for  the  relief  of  the  Railroad  Administration,  and 
not  the  railroads.    The  latter  backed  the  bill  for  the  same  rea- 
son that  a  creditor  gets  a  job  for  the  man  who  owes  him  money, 
namely,   that    the   debtor  may  obtain   money   with   which   to  j>:\\ 


his  debts.  If  the  government  had  paid  the  railroads  what  It 
owed  them  they  would  not  have  had  the  slightest  Interest  In 
the  funding  bill.  Because  It  has  not,  they  have  had  to  take 
an  Interest  in  it.  Poor  governmental  financing  during  the  war, 
when  the  Railroad  Administration  made  extensions  of  railroads 
by  taking  cash  out  of  the  till  of  current  receipts  Instead  of 
Issuing  stocks  or  bonds  for  raising  the  money  needed,  made 
funding  bill  legislation  desirable,  If  not  necessary. 

Double  Scrutiny  of  Stock  Issues. — Of  what  use  Is  the  charter 
to  a  corporation,  authorizing  it  to  build  a  railroad,  to  have  1,500,- 
000  shares  of  no-par  stock,  If,  before  turning  a  wheel,  that  cor- 
poration must  obtain  a  permit  to  build  a  railroad  and  Issue 
certificates  of  stock?  The  rislbles  of  well-informed  men  are 
tickled  by  the  solemnity  of  the  proceedings  on  which  the  Com- 
mission makes  a  report  in  which  it  says:  "The  company  was 
Incorporated  in  Delaware  and  authorized  to  issue  1.500,000  shares 
of  nominal  or  no-par  stock,"  ending  with  a  declaration  by  the 
federal  body  that  it  will  hold  the  question  of  no-par  stock  for 
further  consideration.  To  one  to  whom  the  mysteries  of  the 
law  are  all  they  import  to  be,  such  a  double  scheme  of  author- 
izing a  corporation  to  do  something  looks  like  regulation  run 
crazy.  The  state  is  supposed  to  know  that  what  the  corporation 
proposes  doing  is  in  the  public  interest,  else  it  would  not  grant 
a  charter.  However,  under  the  securities  control  section  of  the 
interstate  commerce  law,  the  federal  body  holds  the  power  of 
veto,  even  over  a  corporation  that  has  no  desire  to  build  a  rail- 
road outside  the  state  giving  it  a  charter.  The  amusing  fact  in 
this  connection  is  that  the  state  commissions  practically  all 
joined  in  suggesting  that  the  federal  body  was  the  one  to  exercise 
the  power  of  regulation  of  stock  and  bond  issues,  the  construc- 
tion of  new  and  abandonment  of  old  railroads.  Had  Congress, 
in  terms,  proposed  taking  from  the  states  the  power  to  issue 
charters  for  railroads,  it  is  believed  the  state  commissions  would 
have  fought  like  wildcats.  Congress  did  not,  however,  even 
suggest  that  it  was  depriving  the  states  of  any  power.  As  a 
matter  of  fact,  it  is  believed  the  states  have  been  deprived  of 
more  power  in  that  aspect  of  the  case  than  of  the  rate  phase 
embodied  in  section  15-a. 


Farrell's  Service  Comes  of  Age. — Patrick  Joseph  Farrell, 
chief  counsel  for  the  Commission,  this  week  completed  twenty- 
one  years  of  service,  not  all  in  the  law  division  of  the  Commis- 
sion, but  a  large  part  of  it.  He  has  been  the  man  who  has 
interpreted  the  law.  His  work  has  been,  for  years,  to  see  that 
the  courts  of  the  United  States  interpret  or  construe  the  act 
to  regulate  commerce  and  its  successor,  the  interstate  commerce 
act.  in  harmony  with  the  views  of  the  Commission  He  arrived 
in  Washington  soon  after  the  late  Charles  Azro  Prouty,  one  of 
the  commissioners  in  office  before  Congress  put  teeth  into  the 
old  act  to  regulate  commerce.  They  had  been  partners  in  the 
practice  of  the  law.  They  fought  each  other  as  closest  of  friends 
and  those  who  denied  the  power  of  the  Commission.  Farrell 
and  Prouty,  in  an  argument  over  the  law.  was  one  of  the  delights 
of  the  men  still  in  the  service  of  the  Commission,  who  regard 
themselves  as  old-timers.  In  what  they  call  the  lemon  case, 
Farrell  told  Prouty  he  would  not  undertake  to  defend,  in  the 
courts,  what  Prouty,  as  the  mouthpiece  of  the  Commission,  had 
written.  He  said  it  could  not  be  done  because,  as  Farrell  viewed 
the  Prouty  report,  it  was  so  far  from  the  law  that  not  even  a 
lenient  court  could  find  the  heart  to  say  it  was  within  the  four 
corners  of  it.  Farrell  departed  from  the  Prouty  office  hurriedly, 
and  probably  in  some  heat,  as  might  be  expected  when  two 
cronies  fell  out  over  the  law. 

"Oh,  well,"  drawled  Prouty,  in  his  exasperating  Yankee  tone. 
"I'll  get  a  lawyer  to  take  the  case."  Prouty  got  another  lawyer 
to  defend  the  order  in  the  Supreme  Court.  The  court,  however, 
stepped  on  the  report.  When  the  Commission  recast  its  report 
Farrell  supervised  the  Prouty  language  so  as  to  make  sure  that 
it  was  within  the  law. 

Sometimes  judges  have  thought  that  Farrell  was  trying  to 
browbeat  them  because  he  has  a  slightly  dogmatic  way  of  argu- 
ing. Martin  A.  Knapp,  for  many  years  chairman  of  the  Com- 
mission, now  a  circuit  judge,  while  sitting  as  a  judge  in  the 
abolished  commerce  court,  became  nettled  at  Farrell's  pointed 
language.  It  sounded  as  if  Farrell  was  telling  the  court  that 
If  it  did  not  decide  Farrell's  way  it  might  as  well  expect  Congress 
to  abolish  it. 

"Does  the  chief  counsel  mean  to  threaten  the  court?"  asked 
he,  rapidly  stroking  his  abbreviated  Van  Dyke  beard  in  the  way 
that  always  indicated  an  explosion.  Calmly.  Farrell  said  he 
was  not,  but  that  he  was  trying  to  tell  the  court  what  the  law 
of  the  matter  was  and  why  he  thought  Congress  also  took  the 
views  he  was  expressing.  Joseph  W.  Folk  was  the  first  chief 
counsel  of  the  Commission.  Farrell  had  been  called  counsel. 
When  Folk  came  in,  Farrell  went  to  the  valuation  work  as 
the  lawyer  in  that  line  of  cases.  When  Folk  retired  Farrell 
came  back  to  his  old  place  with  the  title  of  chief  counsel. 


When  It  a  Movement  Sporadic? — Attorneys  for  shippers  are 
inclined  to  think  that  the  Commission  is  overworking  that  ground 
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for  dismissal  based  on  the  assumption  that  because  there  never 
was  a  notable  shipment  of  a  given  commodity  between  two 
points  it  was  all  right  for  the  railroads  to  apply  the  high  class 
rates.  The  words  "sporadic  movement,"  they  are  inclined  to 
think,  are  being  used  as  a  cloak  every  time  an  examiner  is 
unwilling  to  work  out  what  they  think  would  have  been  a  rea- 
sonable rate  to  apply.  In  two  cases,  recently,  examiners  have 
recommended  holdings  that  charges  on  carloads  of  sugar,  from 
the  far  west,  running  as  high  as  $2,600  a  car,  were  not  unrea- 
sonable. The  charges  accrued  on  sugar  that  was  bought  by 
a  big  packer  and  a  patent  dessert  factory,  when  thew  combed  the 
markets  of  the  country  for  sugar  wherewith  to  preserve  fruits 
and  continue  turning  out  desserts.  Yet  rates  which  yielded  big 
car-mile  earnings,  the  examiners  think,  should  not  be  condemned 
because  the  movements  were  "sporadic."  The  suggestion  has 
been  made  that  the  movements  were  sporadic  because  nothing 
other  then  class  rates  were  to  be  found  in  the  books.  One 
examiner  said  that  there  was  no  movement  of  sugar  from  Utah 
to  Waukesha  since  the  "sporadic"  movement  with  which  he  was 
dealing  had  taken  place.  It  might  be  suggested  that  the  com- 
plaining company  was  lucky  in  that  it  did  not  order  any  more, 
because  further  movement  might  still  have  been  classed  as 
sporadic,  and  the  company  required  to  pay  a  freight  bill  on  one 
car  running  into  four  figures. 

Under  the  sporadic  movement  rule,  the  freight  stranger  on 
the  road  is  frisked  for  all  he  has.  The  old  robber  barons,  in 
their  crude  ways,  always  tried  to  keep  their  exactions  down  to 
the  point  where  the  traffic  could  bear  them.  Under  the  "spo- 
radic movement"  rule,  examiners  must  make  records  that  fail 
to  show  any  movements  subsequent  to  the  first  which  might 
have  been  ordered  because  the  sugar  or  other  commodity  was 
as  precious  as  medicine  for  a  business  that  would  otherwise 
have  died.  The  other  side  of  the  case  is  that,  if  the  big  business 
man  is  able,  after  the  traffic  has  moved,  to  obtain  reparation,  he 
will  be  receiving  what  amounts  to  a  rebate  which  a  smaller 
shipper  might  not  have  the  money  to  obtain  because  it  costs 
money  to  hire  lawyers  to  present  such  cases  to  the  Commission. 
Still  another  side  to  the  matter  is  the  McChord  view,  that  every 
community  is  entitled  to  a  reasonable  rate,  even  if  it  does  not 
often  ship  on  such  a  rate.  The  answer  in  the  sugar  cases  prob- 
ably is  that  the  small  factories  in  Washington  and  Utah  have 
local  markets  to  which  they  sell,  and  they  are  not  much  inter- 
ested in  competing  for  business  at  points  like  Chicago  and  Mil- 
waukee; else  they  would  have  had  commodity  rates  to  such 
important  consuming  centers  long  before  the  "sporadic  move- 
ments" took  place  in  1919. 


Uses  and  Values  of  Blackstrap. — As  a  place  where  human 
interest  facts  are  brought  forth,  the  hearing  room,  in  which  the 
Senate  finance  committee  is  listening  to  arguments  for  or  against 
duties  proposed  in  the  Fordney  tariff  bill,  is  not  to  be  overlooked. 
Just  a  few  days  ago  a  delegation  from  the  American  Feed  Manu- 
facturers Association  called  at  that  room  to  protest  against  the 
rates  of  duty  the  House  had  put  on  blackstrap  molasses.  The 
idea  of  putting  a  duty  on  that  stuff,  a  few  years  ago,  would 
have  condemned  the  possessor  to  detention  in  a  hospital  guarded 
by  neurologists.  The  laws  of  Louisiana  and  Cuba  still  make  it 
a  misdemeanor  for  anyone  to  dump  blackstrap  into  a  stream  Un- 
til about  1905  no  one  thought  of  it  as  anything  other  than  a  thing 
to  be  got  rid  of  at  the  lowest  possible  expense.  During  the  war  it 
sold  for  as  much  as  twenty  cents  per  gallon.  It  was  the  cheap- 
est raw  material  for  making  alcohol,  and  alcohol  was  needed 
during  the  war  in  huge  quantities.  Now  its  price  is  as  low  as 
5  cents  a  gallon  and  the  manufacturers  of  cattle  feeds,  if  they 
can  keep  the  duty  off  it,  or  as  low  as  they  think  it  should  be. 
will  be  in  paradise.  All  these  and  many  more  things  they  told 
the  committee.  The  delegation  also  told  the  members  of  the 
committee  that  they  believed  in  protection  for  American  indus- 
tries, but  that  a  low  rate  of  duty  would  not  hurt  the  Louisiana 
man  who  might  have  a  bit  of  blackstrap  to  sell  because  last 
year  the  Louisiana  crop  furnished  only  about  8  per  cent  of  the 
blackstrap  needed  by  the  feed  manufacturers.  Beet  molasses, 
they  said,  was  too  valuable  to  use  extensively  in  making  cattle- 
feed,  because  it  is  better  for  making  yeast,  one  of  the  by-prod- 
ucts of  which  is  alcohol.  A.  E.  H. 


MONTHLY  WAGE  REPORT 

The  Traffic   World   Washington  Bureau 

Class  I  railroads,  including  13  switching  and  terminal  com- 
panies, had  1,679.927  employes  and  paid  them  total  compensa- 
tion of  $227,745,895  in  August,  as  compared  with  1,634,872  em- 
ployes and  total  compensation  of  $214,339,385  in  July,  according 
to  the  second  monthly  report  on  wage  statistics  issued  by  the 
Bureau  of  Statistics  of  the  Commission.  These  figures  exclude 
the  Detroit,  Toledo  &  Ironton,  Henry  Ford's  railroad,  because  at 
the  time  the  report  was  prepared  that  company  had  not  reported 
for  the  month  of  August. 

"The  increase  in  compensation  was  principally  due 'to  an  in- 
crease in  the  number  of  straight-time  hours  per  employe,  there 
having  been  a  small  decline  in  the  number  of  overtime  hours  naid 
for,"  the  Bureau  said. 


The  Bureau  said  it  should  be  repeated  that  the  average  num 
her  of  hours  and  the  average  earnings  per  employe  for  the  montl 
in  each  class  were  based  on  the  number  of  employes  at  the  middl< 
of  the  month  and  not  on  the  number  of  full-time  positions. 

The  number  of  full-time  positions  in  August  was  1,582,373 
Of  the  total  compensation  of  $227,745,895,  overtime  compensatioi 
amounted  to  $11,464,839,  and  other  compensation,  $10,051,919. 

The  average  daily  earnings  of  executives,  officials  and  staf 
assistants  on  a  straight-time  basis  amounted  to  $15,11  and  theii 
total  compensation  was  $6,336,648,  of  which  $221  was  overtimi 
and  $38,975  other  compensation. 

Professional,  clerical  and  general  employes  on  a  dailj 
straight-time  basis  had  daily  average  earnings  of  $6.46,  and  thos< 
in  this  class  on  an  hourly  basis  had  earnings  of  57  cents  an  hour 
The  total  compensation  paid  those  on  a  daily  basis  was  $8,388,882 
of  which  $35,021  was  overtime  and  $285,827  other  compensation 
The  total  paid  those  on  an  hourly  basis  was  $28,542,799  of  whicl 
$474,540  was  overtime  and  $2,083,350  other  compensation. 

Maintenance  of  way  and  structures  employes  on  a  dailj 
straight-time  basis  had  average  daily  earnings  of  $8.37,  and  thos< 
on  an  hourly  basis  had  earnings  of  43  cents  an  hour.  The  tota 
compensation  paid  those  on  a  daily  basis  was  $1,092,009,  of  whicl 
$1,022  was  overtime  and  $9,424  other  compensation.  The  tota 
paid  those  on  an  hourly  basis  was  $36,330,840,  of  which  $979,845 
was  overtime  and  $50,662  other  compensation. 

Maintenance  of  equipment  and  stores  employes  on  a  dailj 
straight-time  basis  had  average  daily  earnings  of  $8.37,  and  thos< 
on  an  hourly  basis  had  earnings  of  43  cents  an  hour.  The  total 
compensation  paid  those  on  a  daily  basis  was  $1,092,009,  of  whicl: 
$6,480  was  overtime  and  $115,296  other  compensation.  The  total 
paid  those  on  an  hourly  basis  was  $61,333,987,  of  which  $2,751,056 
was  overtime  and  $1,193,348  other  compensation. 

Transportation  (other  than  train,  engine  and  yard)  employes 
on  a  daily  straight-time  basis  had  daily  average  earnings  of  $3.24 
and  those  on  an  hourly  basis  had  earnings  of  54  cents  an  hour. 
The  total  compensation  paid  those  on  a  daily  basis  was  $2,712,852 
of  which  $34,563  was  overtime  and  $22,218  other  compensation, 
The  total  paid  those  on  an  hourly  basis  was  $22,445,600  of  which 
$862,384  was  overtime  and  $264,922  other  compensation. 

Transportation  employes  (yardmasters,  switch  tenders  and 
hostlers)  on  a  daily  straight-time  basis  had  daily  average  earn- 
ings of  $8.34,  and  those  on  an  hourly  basis  had  earnings  of  61 
cents  an  hour.  The  total  compensation  paid  those  on  a  daily 
basis  was  $1,545,377,  of  which  $4,809  was  overtime  and  $104,121 
other  compensation.  The  total  paid  those  on  an  hourly  basis  was 
$2,528.944,  of  which  $61,240  was  overtime  and  $35,242  other  com- 
pensation. 

Transportation  employes  (train  and  engine  service)  all  on 
hourly  basis,  had  average  hourly  earnings  of  73  cents  on  a 
straight-time  basis.  The  total  paid  this  class  was  $52,824,486,  of 
which  $6,253,658  was  overtime  and  $5,848,534  other  compensation. 

In  the  above  figures  the  overtime  and  other  compensation  is 
not  included  in  the  daily  or  hourly  average  earnings  set  forth. 
The  "other  compensation"  referred  to  covers  special  allowances 
not  included  in  straight  time  or  overtime.  For  example,  in  the 
train  service,  an  engineer  is  given  an  allowance  for  inspecting  his 
engine  at  the  end  of  a  trip. 


CONDITION  OF  LOCOMOTIVES 

The  Traffic  World  Washington  Bureau 

The  per  cent  of  locomotives  out  of  services  for  repairs  re- 
quiring over  24  hours  dropped  from  19.6  per  cent  as  of  Novem- 
ber 15  to  18.8  per  cent  as  of  December  1,  according  to  a  summary 
of  semi-monthly  locomotive  equipment  condition  just  issued  by 
the  car  service  division  of  the  American  Railway  Association. 
The  actual  number  was  12,170  as  against  12,729  as  of  November 
15,  and  of  the  12,170  locomotives,  2,783  were  passenger,  7,229  were 
freight  and  2,158  were  switch  engines. 

The  per  cent  out  of  service  for  repairs  requiring  less  than 
24  hours  was  5.6  per  cent  on  December  1  and  the  number  was 
3,620,  as  compared  with  5.5  per  cent  and  3,574  on  November  15. 

The  number  of  locomotives  on  line  December  1  was  64,847  as 
against  64,782  on  November  15,  and  the  number  serviceable  was 
43,943  as  against  43,881  on  November  15.  The  number  of  service- 
able locomotives  stored  was  5,308  as  against  4,598  on  November  15 


CAR  SURPLUS  AND  SHORTAGE 

The  Traffic  World  Washington  Bureau 

The  average  daily  number  of  surplus  freight  cars  on  line  and 
m  good  order  was  371,221  in  the  period  December  8-15  as  com- 
??r,fon  339,532  in  the  period  December  1-8,  an  increase  of 

31.689  cars,  according  to  the  report  of  the  car  service  division  of 
the  American  Railway  Association.  The  average  daily  shortage 
dropped  to  177  cars. 

., -The  surplus  was  made  UD  as  follows:  Box,  127,351;  ven- 
\  *  , -,  £?x>  3>723;  auto  and  furniture,  7,140;  total  box,  138,214; 
cno  n'°68;  sondola,  134,799;  hopper,  51,709;  total,  all  coal,  186,- 
508;  coke,  4,573;  S.  D.  stock,  15,806;  D.  D.  stock,  2,008;  refriger- 
ator, 4,412;  tank,  636;  miscellaneous,  1,196;  total.  371,221. 

The  shortage  was  made  up  of  135  box,  4  coal,  75  D.  D.  stock,- 
17  flat  and  6  miscellaneous  cars. 
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Decisions  of  Interstate  Commerce  Commission 


RATES   ON   VEGETABLE   OILS 

Reversing  the  examiner,  the  Commission  has  dismissed  No. 
[11726,  Mitsui  &  Company  vs.  Director-General,  Great  Northern, 
let  al.,  opinion  No.  7281,  64  I.  C.  C.,  585-7.  It  held  that  the  class 
Kate  of  12.5  cents  on  vegetable  oils,  in  tank  cars,  from  Everett 
•and  Tacoma  to  Seattle,  during  federal  control,  was  not  un- 
•reasonable.  Prior  to  June  25,  1918,  a  rate  of  5  cents  on  all  1m- 
Bported  merchandise  was  in  effect  between  Tacoma  and  Seattle, 
I  so  that  a  vessel  might  dock  and  unload  at  the  port  for  which 
Ithe  pulk  of  her  cargo  was  intended,  the  smaller  part  of  the  cargo 
Being  forwarded  on  that  blanket  rate  of  5  cents  per  100  pounds, 
.and  the  rate  being  absorbed  by  the  steamship  company. 

When  the  import  rate  was  eliminated,  the  shippers  of  soya 
bean  oil  persuaded  Director-General  McAdoo  to  establish  a  rate 
I  of  7  cents  on  that  commodity,  between  Everett  and  Seattle.  That 
•rate  went  into  effect  June  15,  before  the  import  rate  of  5  cents 
•was  due  to  disappear.    On  September  1  that  7-cent  rate  was  ex- 
tended to  all  vegetable  oils  moving  between  Everett  and  Seattle. 
•Tacoma,  however,  paid  12.5  cents  on  vegetable  oils,  except  cas- 
tor oil.    On  that  the  rate  was  fourth  class  of  15  cents. 

"The  record  makes  no  reference  to  a  further  movement  of 
phis  traffic  between  Tacoma  and  Seattle,"  says  the  report  of  the 
Commission,  "so  the  question  of  rates  for  the  future  are  not  in 
issue." 

The  complainant  contended  that  the  7-cent  rate  applicable 
between  Everett  and  Seattle  would  have  been  the  reasonable  rate 
for  application  between  Tacoma  and  Seattle.  The  Commission 
said  there  was  no  showing  of  difference  in  transportation  condi- 
tions, as  between  Tacoma  and  Seattle  on  the  one  hand  and  Everett 
and  Seattle  on  the  other,  and  but  little  difference  in  distance.  The 
Director-General,  however,  showed  that  the  rates  were  unduly 
low,  and  that  even  the  class  rate  made  applicable  to  the  traffic 
west  of  the  Cascade  Mountains,  established  in  the  first  instance 
'by  the  Washington  commission,  was  low,  because  the  basis  of 
class  rates  west  of  the  Cascade  Mountains  was  lower  than  that 
east  of  the  mountains  and  lower  than  the  rates  prescribed  by 
the  Commission  from  Washington  to  Idaho,  Montana  and  other 
, states. 

The  Commission  said,  possibly  with  an  intention  to  call  at- 
tention to  the  commission  from  the  complaint,  that  the  lower 
rate  given  traffic  from  Everett  to  Seattle  than  from  Tacoma  to 
Seattle  was  unduly  prejudicial,  that  no  attack  had  been  made 
on  the  class  rate  as  such  or  the  propriety  of  applying  the  class 
rate  on  the  traffic  in  question. 


UNLOADING  FOR  STORAGE 

A  railroad  is  under  no  obligation,  in  the  absence  of  a  sur- 
render of  an  order  bill  of  lading  and  the  payment  of  charges, 
'  to  unload  carload  traffic  and  place  it  in  storage,  even  when  the 
•  consignor-consignee  so  directs.    The  option  of  holding  the  lading 
on  its  own  property  or  placing  it  in  a  public  warehouse  is  the 
carrier's  and  not  the  shipper's.    The  foregoing  seems  to  be  the 
substance  of  the  Commission's  opinion  in  connection  with  which 
it  ordered  the  dismissal  of  No.  11735,  Vim  Motor  Truck   Com- 
pany vs.  Director-General,  as  agent,  opinion  No.  7282,  64  I.  C.  C., 
588-90. 

In  this  case  the  complainant  shipped  three  carloads  of 
trucks  from  Philadelphia  to  New  Orleans,  in  December,  1918,  on 
an  order-notify  bill,  naming  itself  as  the  consignee.  The  com- 
plainant routed  the  cars  over  the  L.  &  N.,  but  the  Director-Gen- 
eral's forces  diverted  the  cars  to  the  Illinois  Central,  without, 
however,  notifying  the  consignor-consignee,  although  that  omis- 
sion was  of  no  apparent  significance.  The  first  notice  the  con- 
signor-consignee had  of  the  diversion  was  when  it  received  a 
telegram  from  the  agent  of  the  Illinois  Central,  March  7,  1918, 
that  the  trucks  were  at  his  station  unclaimed.  The  complainant 
wired  him  to  place  the  trucks  in  public  storage  at  New  Orleans. 
The  following  day  the  agent  advised  it  that  he  was  unable  to 
place  autos  in  public  storage  until  all  outstanding  charges  were 
paid  and  bills  of  lading  surrendered. 

After  considerable  correspondence,  the  complainant,  May  4, 
18,  paid  the  demurrage  and  storage  charges  amounting  to 
$837,  and  the  complaint  was  filed.  It  alleged  the  charges  were 
unreasonable,  because  if  its  instructions  had  been  followed  stor- 
age charges  not  exceeding  $90  would  have  accrued.  In  dispos- 
ing of  the  case  the  Commission  said: 

Complainant  contends  that  a  carrier  Is  under  an  obligation  to 
unload  shipments  Into  a  public  warehouse  without  payment  of 
charges  or  surrender  of  order  bills  of  lading  upon  order  of  the 
party  holding  title  to  the  goods.  It  admits  that  there  was  no  specific 
tariff  provision  requiring  defendant  to  place  shipments  In  public 
Rora,?S'  ,ut  urs«s  that  it  is  the  common  practice  of  carriers,  except 
the  Illinois  Central,  to  do  so.  In  support  of  its- contention  as  to 
the  right  to  direct  storage,  complainant  cites  Piqua  Milling  Co.  vs. 
!'..  R.  R.  Co.,  55  I.  C.  C..  239.  In  that  case,  although  this  question 


waa  raised,  we  stated  that  in  view  of  our  conclusion  It  waa  unneces- 
sary to  consider  It. 

Defendant  Insists  that  in  refusing  to  unload  and  (tore  the  ihlp- 
ments  without  payment  of  the  charges  and  surrender  of  the  bills  of 
lading  he  was  within  his  legal  rights.  He  refers  to  the  absence  of 
any  tariff  provision  requiring  such  storage,  and  to  an  option  con- 
tained in  section  6  of  the  uniform  bill  of  lading,  upon  which  the 
shipments  moved,  which  provi- 

"Property  not  removed  by  the  party  entitled  to  receive  It  within 
forty-eight  hours  (exclusive  of  legal  holidays)  after  notice  of  Its  ar- 
rival has  been  duly  sent  or  given,  may  be  kept  In  car,  depot,  or  place 
of  delivery  of  the  carrier,  or  warehouse,  subject  to  a  reasonable 
charge  for  storage  and  to  carrier's  responsibility  as  warehouseman 
only,  or  may  be,  at  the  option  of  the  carrier,  removed  to  and  stored 
in  a  public  or  licensed  warehouse  at  the  cost  of  the  owner  and  there 
held  at  the  owner's  risk  and  without  liability  on  the  part  of  the 
carrier,  and  subject  to  a  lien  for  all  freight  and  other  lawful  charges, 
including  a  reasonable  charge  for  storage." 

A  similar  option  was  provided  in  the  applicable  storage  tariff.  He 
contends  that  to  have  placed  the  shipments  In  a  public  or  bonded 
warehouse  without  surrender  of  the  order  bills  of  lading  would 
have  made  it  possible  for  some  one  other  than  the  proper  party  to 
have  obtained  possession  of  the  shipments,  in  which  event  he  would 
have  been  liable  to  the  holder  of  the  bills  of  lading.  The  latter  con- 
tention has  little  merit. 

Defendant  was  legally  bound  to  collect  the  demurrage  and  'stor- 
age charges  in  accordance  with  the  applicable  tariff  rules  and  regu- 
lations, and  it  is  not  shown  that  these  charges  were  in  violation  of 
the  act. 

We  find  that  the  demurrage  and  storage  charges  collected  were 
not  unreasonable  or  otherwise  unlawful.  The  complaint  will  be 
dismissed. 


COAL  RATES  TO  MICHIGAN 

An  order  to  remove  an  undue  prejudice  not  later  than  March 
18,  1922,  has  been  made  in  No.  12106,  West  Kentucky  Coal  Bureau 
vs.  Illinois  Central  et  al.,  opinion  No.  7279,  64  I.  C.  C.  577-81. 
The  carriers  are  to  establish  joint  rates  from  mines  in  western 
Kentucky  on  the  Illinois  Central  and  Kentucky  Midland,  to  the 
southern  peninsula  of  Michigan,  not  more  than  25  cents  per  ton 
over  the  rates  maintained  from  the  southern  Illinois  group,  by 
the  Illinois  Central.  That  was  the  differential  relationship  pre- 
scribed by  the  Commission  in  the  Ohio  Valley  Coal  Operators' 
Association,  52  I.  C.  C.  187,  for  the  northern  peninsula  of  Michi- 
gan. The  Illinois  Central,  according  to  the  report  on  this  case, 
has  made  repeated  attempts  to  establish  rates  on  that  basis  to 
the  southern  pensinsula,  but  has  thus  far  failed,  although  at 
the  hearing  in  this  case  it  said  it  hoped  to  be  able  to  accomplish 
what  it  had  been  trying,  in  a  short  time. 

Operators  in  southern  Illinois  objected  to  so  small  a  spread, 
saying  that  even  if  it  were  reasonable  when  ordered,  it  would 
be  less  than  reasonable  now.  They  contended  that  the  differ- 
ential should  be  subjected  to  the  same  percentage  of  increase 
as  had  been  made  in  the  rates  from  their  field  to  destinations 
in  Michigan,  namely,  40  per  cent. 

STOCK  CATTLE,  BIRMINGHAM-MEMPHIS 

Revised  rates  on  stock  cattle,  to  be  applied  on  shipments 
that  moved  from  points  in  Florida  and  from  Birmingham,  Ala., 
to  Memphis,  in  the  spring  and  summer  of  1913,  have  been  an- 
nounced by  the  Commission,  in  a  report  on  further  hearing  on 
No.  8078,  Miller  Brothers  vs.  St.  Louis  &  San  Francisco  et  al.. 
opinion  No.  7284,  64  I.  C.  C.,  593-8.  The  report  also  covers  No. 
8291,  Same  vs.  Atlantic  Coast  Line  et  al.,  which  It  dismissed. 

In  the  original  report  on  No.  8078,  the  Commission  con- 
demned the  rates  from  Florida  to  Memphis  and  prescribed  what 
it  held  would  have  been  reasonable  rates  for  the  shipments  in 
1913.  The  rates  so  prescribed  were  made  operative  in  Febru- 
ary, 1917.  The  complaining  firm  was  told  to  check  up  its  bills 
under  Rule  V,  but  no  formal  order  of  reparation  was  ever  made. 
Now  the  Commission  thinks  the  rates  prescribed  were  too  low. 

The  revised  rates  are  from  |2  to  $15  per  car  higher  than 
the  ones  made  effective  in  1917.  Before  the  railroads  made 
the  prescribed  rates  operative,  they  filed  a  motion  for  rehearing, 
which  was  granted,  the  order  requiring  the  establishment  of  the 
lower  rates,  however,  being  left  in  force  during  the  further 
hearing. 

No  order  for  the  future  was  made  because,  as  the  Commis- 
sion said,  the  existing  rates  are  less  than  those  prescribed  by  it 
as  the  basis  on  which  reparation  is  to  be  made,  plus  the  gen- 
eral advances  made  since  1917. 


EXPORT  RATE   ON  SODA  ASH 

The  Commission  has  dismissed  No.  11585,  Harper,  Marshall 
&  Thompson  Company,  Inc.,  vs.  Director-General,  opinion  7285 
64  I.  C.  C.  599-600,  holding  that  export  rates  on  soda  ash,  from 
Painesville,  O.,  to  Seattle,  Wash.,  between  July  and  November, 
1918,  were  not  unreasonable.  Prior  to  General  Order  28,  the 
rate  was  45  cents.  Cancellation  of  that  rate  brought  Into  opera- 
tion a  combination  of  $1.26.  That  was  changed  to  a  Joint  rate 
of  $1.25  in  the  latter  part  of  November.  1918.  In  April,  1919, 
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an  export  rate  of  60  cents  was  established.  It  is  now  90  cents 
Restoration  of  an  export  rate  was  brought  about  by  the  resump- 
tion of  competition,  in  the  Orient,  from  Atlantic  ports.  The 
90-cent  rate  yields  a  ton-mile  of  7  mills.  The  $1.25  rate  yielded 
9.8  mills  for  the  long  haul  from  Painesville  to  the  Pacific  coast. 
Commissioner  Eastman,  dissenting,  said  that  $1  would  have 
been  enough,  even  after  competition  disappeared,  and  the  domes- 
tic rate  applied. 


RATES  ON  SAND  FROM  FT.  GIBSON,  OKLA. 

A  finding  of  unreasonableness,  an  order  to  establish  reason- 
able rates  not  later  than  March  15,  an  award  of  reparation,  and 
a  denial  of  fourth  section  relief,  as  to  rates  on  sand  from  Fort 
Gibson,  Okla.,  to  Joplin,  Webb  City  and  Springfield,  Mo.,  and 
Pittsburgh,  Independence  and  lola,  Kans.,  have  been  made  in 
No.  11806,  United  Iron  Works  et  al.  vs.  Missouri  Pacific  et  al., 
opinion  No.  7286,  64  I.  C.  C.,  601-4.  The  shipments,  moving  be- 
tween September,  1918,  and  June,  1920,  were  charged  two-line 
distance-scale  rates,  higher  than  the'  rates  prescribed  by  the 
Commission  for  such  shipments,  in  the  Shreveport  case.  The 
order  of  the  Commission  requires  the  carriers  to  establish,  on 
or  before  March  15,  "from  Fort  Gibson,  Okla.,  to  Joplin,  Webb 
City,  and  Springfield,  Mo.,  and  Pittsburgh,  Independence,  and 
lola,  Kans.,  rates  per  100  pounds  which  do  not  exceed  5  and  6 
cents  to  Independence  and  Pittsburgh,  respectively,  over  the 
Missouri  Pacific  Railroad,  6.5  cents  to  Joplin  and  Webb  City 
over  either  the  Missouri  Pacific  Railroad  or  the  St.  Louis-San 
Francisco  Railway,  6.5  cents  to  Springfield  over  the  St.  Louis- 
San  Francisco  Railway,  6.5  cents  to  lola  over  the  Missouri  Pacific 
Railroad,  7  cents  to  Pittsburgh  over  the  St.  Louis-San  Francisco 
Railway,  and  7.5  cents  to  Springfield  over  the  Missouri  Pacific 
Railroad,  all  subject  to  the  increases  authorized  in  Increased 
Rates,  1920,  58  I.  C.  C.,  220." 

In  fourth  section  order  No.  8120,  the  Commission  denied 
authority  to  continue  rates  on  sand  from  Fort  Smith,  South 
Fort  Smith  and  Van  Buren,  Ark.,  to  Joplin,  Webb  City  and 
Springfield  lower  than  those  from  Fort  Gibson. 


RATES  ON  SCRAP  PAPER 

The  Commission,  in  a  report  on  I.  and  S.  1380,  opinion  No. 
7288,  64  I.  C.  C.,  607-9,  held  justified  increased  rates  on  scrap 
paper,  rags  and  old  rope,  in  straight  or  mixed  carloads,  from 
points  in  northern  Iowa,  like  Ackley  and  Mason  City  and  south- 
eastern Minnesota,  such  as  Albert  Lea,  Faribault  and  Mankato, 
to  Chicago,  Peoria,  St.  Louis  and  points  taking  the  sapie  rates; 
also  from  Mason  City  to  Mississippi  River  crossings,  on  traffic 
destined  to  points  east  of  the  Indiana-Illinois  line.  The  Com- 
mission has  vacated  its  order  of  suspension  and  discontinued  the 
proceedings.  The  ton-mile  earnings  under  the  rates  that  are  to 
become  operative  will  range  from  10  to  nearly  12  mills.  They 
will  bring  the  rates  on  scrap  paper  to  within  2  and  2.5  cents  of 
the  rates  on  new  paper.  The  Commission,  however,  made  the 
observation  that  it  did  not  appear  that  there  was  any  competi- 
tion between  paper  and  scrap  paper. 


ESTIMATED    WEIGHTS   ON    BERRIES 

Proposed  increased  estimated  weights  on  berries  in  pony 
refrigerators,  proposed  by  the  American  Railway  Express  Com- 
pany, and  suspended  in  I.  and  'S.  1344,  have  been  condemned  as 
unjustified  in  opinion  No.  7289,  64  I.  C.  C.,  610-12.  The  present 
charges  on  berries  in  such  containers,  confined  to  traffic  from 
Florida,  are  based  on  estimated  weights  of  250  pounds  for  the  80- 
quart  and  200  pounds  for  the  64-quart  container.  The  express 
company  propossd  imposing  charges  on  actual  weight  with  an 
allowance  of  25  per  cent  for  ice.  The  increases,  if  allowed, 
would  .range  from  13.6  iper  cent  at  Lakeland  to  37.6  per  cent  at 
Plant  City. 


SWITCHING  CHARGES  AT  ATTICA,  N.  Y. 
Increases  in  switching  charges  by  the  Erie  at  Attica,  N.  Y., 
except  as  to  charges  on  grain  to  be  milled  in  transit,  have  been 
held  justified,  in  a  report  on  I.  and  S.  1394,  opinion  7280,  64 
I.  C.  C.  582-4.  The  Erie  proposed  increasing  the  rate  on  inter- 
change switching  on  transit  grain  from  $6  to  $10  per  car.  The 
Commission  disapproved  that.  It  held  as  justified  increases  in 
other  interchange  charges,  from  $4,  with  the  Attica  &  Arcade, 
and  $3  with  other  roads,  all  to  $5  per  car.  By  that  increase 
the  Erie  brought  its  charges  up  to  the  level  of  those  published 
by  the  New  York  Central.  The  decision  is  without  prejudice 
to  the  Erie  making  some  increase  in  the  transit  grain  charge. 

RATES  ON  ALFALFA  FEED,  ETC. 

The  Commission  has  condemned  the  proposal  of  the  carriers, 
made  in  schedules  suspended  in  I.  and  S.  1408,  opinion  No. 
7290,  64  I.  C.  C.  613-4,  to  withdraw  alfalfa  feed,  cane  seed,  cotton- 
seed cake  and  meal,  dried  beet  pulp  and  other  grain  and  grain 
products,  from  the  list  of  articles  taking  corn  rates,  in  Western 
Trunk  Line  territory,  and  Including  them  in  the  list  of  articles 
taking  wheat  rates.  The  condemned  schedules  are  to  be  can- 
celed on  or  before  January  28. 


Protestants  admitted  that  the  proposed  switch  would  no 
cause  any  increase  in  rates  in  the  immedate  future.  They  sai< 
they  protested  against  the  proposal  lest,  in  the  event  of  a  re 
turn  to  a  differential  basis  for  rates  on  coarse  grains,  the  fee< 
articles  transferred  from  one  list  to  the  other  would  remaii 
on  the  wheat  basis. 

In  disposing  of  the  case  the  Commission  directed  attentioi 
to  the  fact  that  in  the  western  grain  rate  case,  64  I.  C.  C.  85,  i 
had  ordered  rates  on  coarse  grains  10  per  cent  less  than  th< 
rates  on  wheat,  in  all  instances  in  which  the  differential  basil 
was  not  in  effect  at  the  time  Ex  Parte  74  rates  became  op 
erative. 


COMMISSION  ORDERS 

The  Chamber  of  Commerce  of  Kansas  City,  Mo.,  has  beer 
permitted  to  intervene  in  No.  13182,  The  Wichita  Board  of  Com 
merce  vs.  A.  T.  £  S.  F.  et  al. 

The  order  in  I.  &  S.  1303,  Rates  to,  from,  and  between  points 
south  of  the  Ohio  River,  including  the  Mississippi  Valley,  has 
been  modified  so  as  to  require  the  establishment  of  rates  in  com 
pliance  therewith  on  or  before  April  1,  1922,  upon  not  less  than 
30  days'  notice.  The  carriers  had  previously  been  ordered  tc 
establish  these  rates  on  or  before  January  1. 

The  Southern  Pine  Association  has  been  permitted  to  inter 
vene  in  No.  13211,  West  Coast  Lumbermen's  Association  TB 
Abilene  &  Southern  et  al. 

The  Commerce  Association  of  Aberdeen,  the  Central  Illinois 
Coal  Traffic  Bureau  and  the  Minnesota  By-Product  Coke  Com 
pany  have  been  permitted  to  intervene  in  No.  13173,  Milwaukee 
Association  of  Commerce  vs.  C.  M.  &  St.  P.  et  al. 

The  National  Traders'  Live  Stock  Exchange  has  been  per 
mitted  to  intervene  in  No.  12630,  the  National  Live  Stock  Ex 
change  vs.  A.  T.  &  S.  F.  et  al. 


INTERLOCKING  DIRECTORATES 

.     The   Traffic   World   Washington   Km-cai 

Various  officers  of  the  Albany  Passenger  Terminal  Railway, 
Central  of  Georgia  Railway,  Atlanta  &  West  Point  Railroad 
and  others  have  been  permitted  to  retain  their  positions,  as  also 
have  officers  of  the  Buffalo,  Rochester  &  Pittsburgh  Railway,  Mo- 
bile &  Ohio  Railway,  Southern  Railway  and  other  lines,  until  the 
further  order  of  the  Commission. 

John  N.  Steele  has  been  authorized  to  retain  the  positions  ol 
director  and  general  counsel  of  the  Copper  River  &  Northwestern 
Railway  and  director  of  the  Northern  Pacific  Railway. 

Officers  of  the  Spokane,  Portland  &  Seattle  Railway,  Oregon 
Trunk  Railway,  United  Railways  Company,  Oregon  Electric  Rail 
road  and  others  have  been  permitted  to  retain  their  positions 
with  those  lines. 

Charles  S.  Belsterling  has  applied  to  the  Commission  for 
authority  to  retain  his  position  as  general  commerce  attorney 
for  the  United  States  Steel  Corporation  and  railroads  owned  by 
that  corporation  and  as  commerce  counsel  for  certain  other  rail- 
roads not  connected  with  the  steel  corporation,  notably  the 
Wharton  &  Northern,  Tronton  and  Mt.  Hope  Mineral  railroads. 


PAYMENTS  TO  CARRIERS 

The  Traffic   World   Washington  Bin-can 

The  Railroad  Administration  announced,  December  28,  that 
the  following  final  settlement  had  been  made:  Colorado  and 
Southern  Railway  Co..  $1,775,000;  Forth  Worth  and  Denver  City 
Railway  Co.,  $725,000;  Copper  Range  Railroad  Co.,  $130,00(1;  Ev 
ansville  &  Indianapolis  Railroad  Co.,  $235,000;  Chicago,  Terre 
Haute  &  Southeastern  Railway  Co.,  $35,000;  North  Charleston 
Terminal  Co.,  $20,020,87;  Atlantic  and  Yadkin  Railway  Co, 
$120,000;  Yadkin  Railroad  Co.,  $115,000;  Lawndale  Railway  and 
Industrial  Co.,  $800. 

:'The  payment  of  these  claims  on  final  settlement  is  largely 
made  up  of  balance  of  compensation  due,  but  includes  all  other 
disputed  items  as  between  the  Railroad  Companies  and  the  Ad- 
ministration during  the  twenty-six  months  of  Federal  control," 
the  Administration  said 


PETITION   FOR   MODIFICATION 

The  St.  Louis-San  Francisco  Railway,  one  of  the  defendants 
in  No.  10417.  Arkansas  Jobbers  &  Manufacturers'  Association  vs, 
C.  R.  I.  &  P.  et  al.,  has  asked  the  Commission  to  modify  its  order 
in  that  case  so  as  to  permit  it  to  establish  the  Memphis  rate  from 
St.  Louis  and  Thebes  to  Blytheville  and  Osceola,  Ark.  interme- 
diate points  on  its  line  from  St.  Louis  to  Memphis. 


PETITIONS    FOR    REHEARING 

Complaints  in  No.  11481,  The  Certain-teed  Products  Corpora- 
tion et  al,  vs.  A.  T.  &  S.  F.  et  al.,  have  asked  for  a  rehearing. 

Complainant  in  No.  11842,  General  Iron  Works  vs.  Director 
General,  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway,  et 
al.,  has  asked  for  a  rehearing. 


December  31.  1921 
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Tentative  Reports  of  the  Commission 


PROTECTED  RATE  ON  SHIPPERS' 
ROUTING 

A  recommendation  which,  If  adopted,  will  result  in  a  con- 
trolling case  on  the  validity  of  charges,  in  the  event  a  shipper 
elects  or  accepts  a  higher  rated  route  to  enable  him  to  get  through 
or  around  an  embargo,  has  been  made  by  Chief  Examiner  Robert 
K.  Quirk.  In  a  report  on  No.  12604,  North  Packing  and  Provision 
Co.  vs.  Director-General,  Boston  &  Maine  et  al.,  he  said  the  Com- 
mission should  hold  "a  route  that  is  justifiably  embargoed  against 
i  crtain  traffic  is  not  available  to  a  shipper  tendering  such  traffic, 
and  a  carrier  participating  in  such  route  may  refuse  to  accept  a 
shipment  so  tendered  and  is  not  bound  to  protect  the  rate  over 
such  embargoed  route,  if  the  shipper  elects,  because  of  such 
embargo,  to  forward  his  shipment  by  a  more  expensive  route." 

The  report  also  covers  two  sub-numbers,  in  which  the  com- 
plainants brought  allegations  against  the  Boston  &  Albany.  The 
iillogation  was  that  by  reason  of  routing  restrictions  placed  be- 
tween the  end  of  1917  and  the  middle  of  1919,  the  charges  on  a 
large  number  of  carloads  of  cured  meats  and  lard  were  unrea- 
sonable, unjustly  discriminatory  and  unduly  prejudicial.  The 
shipments  moved  on  permits,  chiefly  for  the  relief  of  Belgium, 
from  Boston,  East  Cambridge,  Brightwood  and  Worcester,  Mass., 
to  Weehawken  and  Jersey  City,  upon  permits  approved  by  the 
export  division  of  the  General  Operating  Committee,  and  over  the 
routes  designated  either  by  the  ship  agent  or  the  General  Operat- 
ing Committee.  In  his  report,  Mr.  Quirk  said  that  about  60  percent 
of  the  suggestions  as  to  routing  made  by  the  shippers  were  ac- 
cepted by  the  committee  or  the  agents  who  booked  space  on  the 
vessels. 

The  complainants  contended  that,  under  General  Order  1 
and  general  principles,  the  rate  via  the  cheapest  route  should 
have  been  protected  because  the  routing  was  made  for  the  benefit 
of  the  carriers.  Quirk,  however,  took  the  view  that  General  Order 
1  could  not  possibly  apply,  because  it  provided  for  the  protection 
of  the  rate  specified  in  the  instructions  received  from  the  shipper, 
if  and  when  the  carrier  sent  to  tonnage  over  some  other  route. 
In  this  line  of  cases,  Quirk  said,  the  routing  instructions  were 
followed,  so  that  General  Order  1  could  not  apply.  The  only 
issue  in  the  case,  Quirk  said,  was  as  to  whether  the  complaining 
shippers  were  denied  the  right,  under  section  15,  to  designate,  In 
\vriting,  by  which  of  two  or  more  routes  their  property  should  be 
transported.  He  said  there  was  no  question  about  the  reason- 
ableness of  the  restrictions.  He  said  that  the  act  of  the  steam- 
ship agent  applying  for  a  permit  must  be  considered  as  the  act 
of  the  shipper.  All  such  shipments,  therefore,  he  said,  might  be 
eliminated  because  General  Order  1  provided  only  for  the  protec- 
tion of  the  lower  rate  in  the  event  the  routing  of  the  shipper  was 
disregarded. 

The  only  class  of  shipments  left  for  consideration,  therefore, 
was  that  composed  of  shipments  over  routes  which  the  General 
Oferating  Committee  said  might  be  used,  notwithstanding  the 
terms  of  the  general  embargo  on  export  freight  at  New  York, 
except  such  as  might  be  consigned  to  an  official  of  the  govern- 
ment, or  move  forward  on  permits.  As  to  such  traffic  Quirk  said: 

Common  carriers  have  the  right,  in  order  to  prevent  complete 
P;I  ral\  sis  of  their  operating:  facilities,  to  protect  themselves  by  em- 
bargo against  acceptance  of  freight  over  a  certain  route  or  routes 
which  may  be  seriously  congested.  That  right  was  exercised  by 
defendants,  and  the  embargo  which  affected  complainants'  shipments 
must  be  considered  to  have  been  In  effect,  and  so  far  as  this  record 
shows,  justifiably  so.  with  respect  to  all  routes  serving  the  port  of 
New  York  and  to  all  export  traffic  intended  for  shipment  to  that  port, 
excepting  shipments  for  the  United  States  government  and  »uch  as 
to  which  the  embargo  was  lifted  by  special  permit.  A  ro\ite  that  is 
embargoed  against  certain  traffic  can  not  be  said  to  be  available  as  to 
such  traffic.  The  Commission  has  frequently  construed  section  15  to 
impose  upon  common  carriers  the  duty,  in  the  absence  of  contrary 
routing  by  the  shippers,  to  forward  shipments  over  the  cheapest 
:i\  a  liable  routes,  and  failing  to  do  so.  must  be  held  liable  to  the 
damaged  shipper  in  the  amount  of  the  difference  between  the  rate 
charged  and  the  rate  via  the  cheapest  available  route.  But  where. 
as  here,  because  of  congestion,  or  other  justifiable  cause,  and  con- 
semient  embargo,  the  route  is  not  available,  the  carrier  does  not 
violate  its  duty  if  it  refuses  to  accept  the  shipment  \mtil  after  the  shipper 
agrees  to  a  route  that  is  available.  When  confronted  with  such  cir- 
cumstances, the  shipper  has  the  option  of  accepting  the  cheapest 
available  route  and  paying  the  charges  applicable  in  connection  there- 
with, or  of  withholding  shipment  until  the  desired  route  becomes 
available.  In  these  instances  complainants  exercised  this  option  by 
voluntarily  accepting  the  cheapest  routes  that  were  available  the  time 
ttie  permits  were  issued. 


June  25,  1918,  to  February  29,  1920.  On  the  last  day  of  federal 
control  the  situation  was  cured.  The  complaint  was  against  the 
use  of  the  minimum  class  scale  as  the  factor  from  Little  Falls 
to  Dolgeville.  Little  Falls  is  the  junction  point  for  the  Dolge- 
ville  branch  of  the  New  York  Central.  On  the  last  day  of  fed- 
eral control  the  Dolgeville-Little  Falls  factor  was  reduced  by 
the  publication  of  a  proportional  class  scale  beginning  with  18 
cents  instead  of  25  cents  first  class.  The  examiner  said  the  rates 
had  not  been  proved  unreasonable  by  the  showing  that  Dolge- 
ville, by  reason  of  the  application  of  the  minimum  class  scale. 
paid  more  than  a  25  per  cent  increase  in  its  rates. 


CLASS  RATES  TO  DOLGEVILLE,  N.  Y. 

Examiner  Myron  Witters  thinks  the  Commission  should  dis- 
miss No.  12860,  Daniel  Green  Felt  Shoe  Co.  et  al.  vs.  Director- 
General  et  al.,  on  a  holding  that  the  class  rate  combinations 
on  various  commodities,  in  less  than  carloads,  from  point  of 
origin  in  New  England  and  trunk  line  territories  to  Dolgeville, 
N".  Y.,  and  from  Milwaukee  to  Dolgeville,  were  not  unreasonable. 
The  rates  against  which  complaint  was  made  were  in  effect  fr,om 


RATES  ON  SUGAR  TO  WAUKESHA,  WIS. 

On  the  theory  that  violation  of  the  fourth  section,  a  public 
wrong  does  not  carry  with  it  a  presumption  of  private  damage, 
and  on  the  conclusion  that  no  damage  had  been  shown,  Exam- 
iner Bronson  Jewell  has  recommended  the  dismissal  of  No. 
12283,  Jiffy  Dessert  Co.  vs.  C.  &  N.  W.  et  al.  He  said  the  Com- 
mission should  hold  that  rates  on  sugar  from  producing  points 
in  Utah,  such  as  Salt  Lake  City  and  Sugarton,  to  Waukesha, 
Wis.,  had  not  been  shown  to  be  unreasonable,  unjustly  discrim- 
inatory or  unduly  prejudicial.  The  carriers -did  not  undertake 
to  defend  the  higher  rates  at  the  intermediate  points  and  said 
they  did  not  desire  to  press  their  applications  for  relief.  The 
shipments  in  question  moved  between  January  7  and  June  29, 
1920.  Ordinarily,  the  examiner  said,  the  complainant  procures  its 
sugar  from  New  Orleans  and  the  east  and  that  it  had  not  shipped 
any  from  Utah  since  June  29,  1920,  when  the  last  of  its  high 
rated  sugar  was  moved  to  the  factory  at  Waukesha.  Since  that 
time  the  railroads  have  indicated  a  willingness  to  put  Waukesha 
on  the  Milwaukee  basis  on  sugar  from  the  west,  as  it  is  on  the 
Milwaukee  basis  on  many  other  commodities. 


SWITCHING  CHARGES  AT  PROVIDENCE 

Attorney-examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12839,  Providence  Fruit  and  Produce  Exchange 
vs.  Rhode  Island  Co.  et  al.,  on  a  holding  that  a  switching 
charge  of  $5  per  car,  made  by  the  Rhode  Island  Company,  an 
electrically  operated  common  carrier,  for  transferring  carloads 
of  freight  from  its  lines  to  those  of  the  New  Haven,  in  Prov- 
idence, operative  since  April  21,  1921,  have  been  justified,  and 
that  the  failure  of  the  New  Haven  to  absorb  that  charge  was 
not  unreasonable,  unjustly  discriminatory  or  unduly  prejudicial. 

The  issue  was  not  so  much  the  reasonableness  of  the  |5 
charge  as  the  refusal  of  the  New  Haven  to  absorb.  The  com- 
plaint was  made  by  49  shippers  located  on  the  rails  of  the 
electric  road.  Gerry  said  the  New  Haven  nowhere  absorbed 
the  charges  of  electric  connections,  and  that  its  steam  line  ab- 
sorptions were  limited  to  competitive  traffic  at  common  or 
competitive  points.  The  New  Haven  Is  the  only  steam  railroad 
serving  Providence. 

Gerry  said  the  practice  of  the  New  Haven  is  like  that  of 
all  steam  roads  throughout  the  country.  Where  they  are  in 
competition  they  perform  reciprocal  switching  service  on  compet- 
itive traffic,  on  the  theory  that  in  that  way  they  will  about  break 
even  on  such  traffic.  As  to  non-competitive  traffic  they  do  not 
absorb.  In  the  case  of  electric  lines,  the  New  Haven  has  re- 
fused to  make  any  reciprocal  arrangements  anywhere,  and  for 
that,  Gerry  thinks,  the  Commission  should  not  blame  it. 


RATES  ON  HARD  COAL  TO  NEBRASKA 

Examiner  J.  Edgar  Smith  has  recommended  the  dismissal  of 
No.  12595,  Walrath  &  Sherwood  Lumber  Co.  et  al.  vs.  New  York 
Central  et  al.,  on  a  holding  that  through  rates  on  hard  coal,  from 
Itasca,  Wis.,  to  Mt.  Clare,  Neb.,  and  on  coke  from  St.  Louis,  Wood- 
ward, Ala.,  and  Youngstown,  Ohio,  to  various  destinations  in  Ne- 
braska, the  individual  factors  of  which  were  increased  under  Gen- 
eral Order  28,  were  not  unreasonable.  The  complainants  based 
their  demands  for  a  holding  of  unreasonableness  and  reparation 
mainly  upon  the  double  increases  that  were  made  in  the  rates  in 
issue.  They  did  not,  however,  confine  themselves  to  that  conten- 
tion but  offered  evidence  intended  to  show  the  unreasonableness 
of  the  through  rates  independent  of  a  misapplication  of  General 
Order  28.  Archer  said  that  an  analysis  of  the  through  rates 
showed  that  they  were  not  unreasonable  for  the  service 
performed. 


RATES  ON  FUEL  OIL  TO  JOLIET,  ILL. 

Examiner  Myron  Witters  has  recommended  the  dismissal 
of  No.  12759,  Samuel  J.  Black,  trustee  in  bankruptcy.  Warren 
Oil  Company  vs.  Chicago  &  Alton  et  al.,  on  a  holding  that  rates 
on  fuel  oil  from  Hodge  and  Fort  Worth,  Tex.,  to  Jollet.  111., 
between  April  and  September.  1920,  were  not  unreasonable  or 
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otherwise  unlawful.  Rates  of  37,  39,  39.5  and  53.5  were  charged. 
The  variety  of  rates  imposed  was  due  to  the  fact  that,  when  the 
Ranger  and  Burkburnett  fields  were  opened  the  carriers  did  not 
have  a  line  of  rat«s  from  them.  They  temporarily  applied  the 
rates  applicable  from  other  fields,  the  maximum  being  reached 
in  August,  1920,  when  the  rate  of  53.5  was  made  operative. 
Later  that  rate  was  reduced  to  42.5  cents,  and  then  put  back  to 
37  cents,  to  which  basis  the  complainant  desired  reparation,  on 
the  theory  that  the  subsequent  reduction  was  an  admission  that 
prior  rates  were  unreasonable.  The  fourth  section  was  violated 
over  some  of  the  routes,  but  the  examiner,  remembering  the 
Oregon  Fruit  case,  50  I.  C.  C.,  719,  said  that  a  sufficient  basis  for 
reparation  had  not  been  shown. 

RATES  ON  BAR  IRON 

An  order  of  dismissal  has  been  recommended  by  Examiner 
Frank  E.  Mullen,  in  a  report  on  No.  12419,  National  Rolling  Mill 
Co.  vs.  Baltimore  &  Ohio  et  al.,  on  a  holding  that  the  rates  on 
bar  iron,  from  Vincennes,  Ind.,  to  destinations  in  Indiana,  Illi- 
nois, Missouri,  Wisconsin,  and  Iowa,  between  December  5,  1917, 
and  August  25,  1920,  were  unjust  nor  unreasonable.  The  com- 
plainant contended  that,  after  the  Commisston's  permissive  order 
in  the  5  per  cent  case  became  operative,  the  rates  on  bar  iron 
from  Vincennes  were  made  unreasonable  by  the  fact  that  the  Illi- 
nois commission  did  not  allow  a  corresponding  increase.  The  ex- 
aminer said  that  the  Commission's  reports  on  the  Illinois  classi- 
fication case,  55  I.  C.  C.,  290,  and  56  I.  C.  C.,  202,  showed  that  the 
rates  imposed  upon  the  complainant  were  unduly  prejudicial 
against  it.  He  said,  however,  that  the  record  failed  to  disclose 
that  they  were  unreasonable,  hence  the  recommendation  of  dis- 
missal. 


COAL  TO  N.  &  W.  DESTINATIONS 

In  a  tentative  report  on  No.  12579,  The  Mathieson  Alkali 
Works,  Inc.  et  al.  vs.  Carolina,  Clinchfield  &  Ohio  et  al.,  Ex- 
aminer John  B.  Keeler  recommended  a  holding  that  the  rates 
on  coal,  from  mines  on  the  Norfolk  &  Western  and  the  Poca- 
hontas,  Thacker,  Kenova,  and  Clinch  Valley  districts,  the  Caro- 
lina, Clinchfield  &  Ohio  Railway  in  the  Clinchfield  district,  and 
the  Southern  Railway  in  the  Black  Mountain  district  to  destina- 
tions on  the  Norfolk  ft  Western  and  connecting  branches  between 
Roanoke  and  Bristol,  be  readjusted  on  the  following  basis: 
Rates  from  the  Clinchfield  and  Black  Mountain  groups  should 
be  readjusted,  as  of  August  25,  1920,  so  that  they  will  bear  the 
relationship  in  cents  per  ton  to  the  rates  then  in  effect  from 
the  Pocahontas  field,  that  resulted  from  the  order  of  the  Virginia 
Corporation  Commission  in  the  Darby  case  as  between  the  Black 
Mountain  and  Pocahontas  groups.  Keeler  said  that  to  the  rates 
from  the  respective  groups  so  made  there  should  be  added  a 
flat  increase,  computed  by  applying  to  the  tonnage  moving  from 
the  respective  groups,  for  a  representative  period,  an  increase 
of  40  per  cent  from  the  Norfolk  &  Western  fields  and  25  per  cent 
from  the  Clinchfield  and  Black  Mountain  fields,  and  dividing 
the  total  increased  revenue  so  ascertained  by  the  total  tonnage. 

Readjustment  of  the  rates  on  that  basis,  Keeler  said,  would 
result  in  increases  and  reductions.  He  said  that  the  Commis- 
sion should  hold  the  present  rates  unreasonable  but  should  deny 
reparation. 

Another  recommendation  by  the  examiner  was  that  the  Com- 
mission require  the  railroads  promptly  to  work  out  a  new  ad- 
justment of  rates  on  the  basis  suggested  by  him.  Meanwhile, 
and  before  the  case  is  submitted  for  decision,  he  said,  the  rail- 
roads should  submit  a  statement  of  the  rates  proposed  in  com- 
pliance with  this  finding  both  to  the  regulating  authority  of 
Virginia  and  to  the  Commission.  A  representative  of  the  Cor- 
poration Commission  of  Virginia  sat  with  Keeler  at  the  hear- 
ing on  this  case  and  Keeler  said  that  he  concurred  In  this  recom- 
mendation. 


STORAGE  CHARGES  AT  PHILADELPHIA 

A  finding  of  unreasonableness,  an  award  of  reparation,  and. 
an  order  requiring  modification  of  storage  rules  have  been  ad- 
vised by  Examiner  J.  P.  McGrath,  in  a  report  on  No.  12808,  J.  G. 
Brill  Co.  vs.  Philadelphia,  Baltimore  &  Washington  et  al.,  as  to 
storage  charges  based  upon  demurrage  exacted  on  car  trucks  and 
car  truck  frames,  in  carloads,  shipped  from  the  Brill  company's 
plant  in  Philadelphia  through  the  port  at  that  point,  there  un- 
loaded  and  stored  on  the  ground.  The  shipments  arrived  at  the 
port  of  Philadelphia  between  May  22  and  24,  1920.  Due  to  a 
longshoremen's  strike,  the  shipments  could  not  be  promptly  ex- 
ported. To  release  needed  equipment  the  cars  were  unloaded  and 
the  trucks  and  frames  stored  on  the  ground. 

The  examiner  said  the  Commission  should  find  that  the 
charges  were  unreasonable  to  the  extent  that  they  exceeded  55 
cents  per  net  ton  for  the  first  30  days,  computed  from  the  first  7 
a.  m.  after  the  date  on  which  notice  of  arrival  was  sent  to  the 
consignee,  and  5  cents  per  net  ton  for  each  succeeding  30  days  or 
fraction  thereof. 

The  lading  was  taken  out  of  the  cars  for  the  convenience  of 
the  carrier  and  not  upon  the  request  of  the  shipper.  The  carrier 


applied  the  rates  that  would  have  been  suitable  had  the  shipper 
asked  for  the  rendition  of  the  service.  The  cars  were  unloaded 
by  the  carrier  without  asking  the  shipper  whether  it  might  or 
might  not  do  so,  so  that  the  carrier  might  use  its  equipment. 
The  examiner  said  that  the  Commission  should  further  find  that 
the  rules  for  the  future  will  be  unreasonable,  in  so  far  as  they 
may  fail  to  provide  .for  the  application  of  the  lower  basis,  here- 
inbefore mentioned,  of  handling  and  storage  charges  where  cara 
may  be  unloaded  by  the  carrier  to  release  needed  equipment, 
without  written  request  from  the  shipper  or  consignee. 


WIRE  RODS,  CANTON  TO  YOUNGSTOWN 

Examiner  Lawrence  Satterfield  has  written  a  recommenda- 
tion on  the  case,  No.  12267,  Lancaster  Steel  Products  Company 
vs.  Baltimore  &  Ohio  et  al.,  in  which  J.  H.  Fishback  and  Wilbur 
LaRoe  made  sarcastic  observations,  in  a  brief,  concerning  "coiled 
crowbars"  and  the  circular  bars  at  which  in  times  gone  by 
hotel  guests  used  to  refresh  themselves.  He  recommended  a 
holding  that  the  rates  imposed  on  wire  rods  from  Canton  and 
Youngstown,  Ohio,  and  points  in  the  Pittsburgh  district,  to  Lan- 
caster, Pa.,  and  on  steel  wire  and  band  steel  from  Lancaster  to 
Harrison,  N.  J.,  and  other  eastern  destinations,  since  December 
1,  1916,  have  been  illegal,  unjustly  discriminatory  and  unduly 
prejudicial.  He  recommended  a  relationship  to  be  observed  in 
the  future  and  reparation  on  account  of  the  charges  illegally 
collected  on  coiled  rods.  The  Director-General  and  the  railroads 
contended  that  the  commodity  shipped  by  the  complainant  or 
to  it  was  bar  steel  in  coils  and  not  "wire  rods  in  coils." 

Satterfield  said  the  Commission  should  hold  the  class  rates 
collected  on  shipments  of  wire  rods  illegal  to  the  extent  that 
they  exceeded  the  commodity  rates  applicable  on  wire  rods.  Sat- 
terfield said  that  the  rods  shipped,  while  hexagonal  and  rec- 
tangular, were  known  to  the  trade  as  wire  rods,  and  came  with- 
in the  commodity  description  of  wire  rods.  The  fact  that  some 
of  them  were  made  into  articles  other  than  ordinary  commercial 
wire  did  not  impress  him  as  meaning  anything  in  a  rate  sense. 


RATES  ON  APPLES  TO  PHOENIX 

Reparation  and  reasonable  rates  for  the  future  have  been 
recommended  by  Examiner  H.  W.  Archer,  in  a  tentative  report 
on  No.  12198,  Traffic  Bureau,  Chamber  of  Commerce,  Phoenix, 
Ariz.,  et  al.  vs  Director-General,  as  agent,  Great  Northern  et 
al.,  on  a  finding  that  rates  on  apples  from  points  in  Washington 
to  Phoenix,  Ariz.,  were  and  are  unreasonable.  He  recommended 
that  the  Commission  find  that  the  rates  applicable  via  the  South- 
ern Pacific,  through  Maricopa,  Ariz.,  were  not  unjustly  discrimi- 
natory or  undly  prejudicial,  but  that  they  were  unreasonable 
to  the  extent  that  the  rate  from  Deer  Park,  Wash.,  to  Phoenix 
exceeded  {1.39  prior  to  August  26,  1920,  and  fl.74  on  and  after 
that  date;  and  that  the  rates  from  Eschbach,  Gleed,  Fairfield, 
Otis  Orchard  and  Wenatchee,  Wash.,  were  unreasonable  to  the 
extent  that  they  exceeded  $1.25  prior  to  August  25,  1920,  and 
$1.565  on  and  after  that  date;  and  that  for  the  future  the  rates, 
from  these  points  to  Phoenix,  will  be  unreasonable  to  the  extent 
that  they  exceed  the  rates  contemporaneously  in  effect  from 
the  same  points  of  origin  to  Tuscon  and  points  taking  the  same 
rates. 


RATES  ON   NAILS,  WIRE,   ETC. 

Examiner  Howard  C.  Faul,  in  a  tentative  report  on  No. 
12220,  Pittsburgh  Steel  Co.  vs.  Director  General,  as  agent,  Pitts- 
burgh &  Lake  Erie  et  al.,  has  recommended  an  award  of  repara- 
tion on  a  finding  that  an  applicable  fifth  class  rate  of  25.5  cents 
per  100  pounds,  charged  on  a  carload  of  nails  and  a  mixed  car- 
load shipment  of  nails,  wire  and  staples,  from  Monessen,  Pa., 
to  Weston,  W.  Va.,  shipped  July  30,  1919,  was  unreasonable  to  the 
extent  that  it  exceeded  19.5  pents,  which  was  a  commodity  rate 
contemporaneously  applied  to  Weston  from  points  on  the  B.  & 
O.  in  the  Pittsburgh  group,  and  which  also  was  re-established 
over  the  route  of  movement  October  27,  1919. 


RATES  ON  PULPWOOD  TO  MILLWOOD,  WASH. 

In  a  report  on  No.  11840,  Inland  Empire  Paper  Co.  vs.  Spo- 
kane International  and  Director-General,  as  agent,  Examiner 
John  B.  Keeler  recommended  a  holding  that  log  rates  were  not 
applicable  to  shipments  of  pulpwood  in  12,  14  and  16  foot  lengths, 
from  points  in  Washington  and  Idaho  to  Millwood,  Wash.,  be- 
tween April,  1917,  and  August  26,  1920,  as  contended  by  the  com- 
plainant, who  also  filed  three  sub-numbers  in  this  complaint. 
The  contention  was  that  mill  men  regard  anything  more  than  12 
feet  in  length  a  saw  log  and  that  therefore  the  log  rates  should 
have  been  applied  on  this  pulpwood.  The  examiner  said  that  the 
pulpwood,  while  coming  within  the  recognized  lengths  called  logs, 
was  frequently  of  much  less  diameter. 


RATING   ON   INSECTICIDES 

Dismissal  of  the  complaint  in  No.  12751,  Sweet  Dreams  Co. 
vs.  Louisville  &  Nashville  et  al.,  has  been  recommended  in  a 
tentative  report  by  Examiner  Paul  O.  Carter  on  a  finding  that 
the  ratings  applied  on  shipments  of  insecticides  or  insect  repel- 
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lent.s,  in  glasH,  carload«,  from  Montgomery,  Ala,,  to  Houston, 
[Tex.,  since  March  1,  1920,  were  not  and  are  not  unreasonable. 
From  March  1,  1920,  to  August  26,  1920,  the  flrst-class  rate  ot 
|1.915  applied  on  insect  repellents  in  glass  or  earthenware  In 
carload  and  less  than  carload  quantities.  Pursuant  to  the  gen- 
leral  Increases  under  Ex  Parte  74,  the  rate  became  $2.555.  On 
April  1,  1921,  the  rating  was  reduced  to  third  class,  carloads, 
minimum  30,000  pounds,  and  the  rate  to  $1.80.  The  flrst-class 
rate  remained  in  effect  on  less  than  carload  lots.  The  com- 
plainant asked  the  establishment  of  the  Class  A  rating  for  the 
future  and  reparation  on  that  basis. 


RATE   ON    HOOP   STEEL 

An  award  or  reparation  has  been  recommended  by  Examiner 
|H.  W.  Archer,  in  a  tentative  report  on  No.   12225,  Pittsburgh 
Steel  Co.  vs.  Director-General,  as  agent,  Pittsburgh  &  Lake  Erie, 
[et  al.,  on  a  proposed  holding  that  a  fifth  class  rate  of  12  cents 
assessed   on   7   carloads   of  hoop  steel,   shipped   during  the   pe- 
riod from  August  1,  1918,  to  October  23,  1918,  inclusive,  from 
Glassport,  Pa.,  to  Manor,  Pa.,  was  unreasonable  to  the  extent 
that  it  exceeded  7  cents,  a  Joint  commodity  rate  published  De- 
cember 10,  1918,  to  apply  from  Glassport  to  Manor. 

COAL  SCREENINGS  TO  ARDMORE,  S.  D. 
Rates  on  pea,  slack  and  coal  screenings,  from  Acme,  Alger 
and  Dietz,  Wyo.,  to  Ardmore,  S.  D.,  have  been  recommended 
for  condemnation  as  unreasonable  by  Examiner  Andrew  C. 
Wilkins,  in  a  tentative  report  on  No.  12489,  Reunite  Co.  vs.  C. 
B.  &  Q.  et  al.  He  said  the  Commission  should  find  the  rates 
on  the  kinds  of  coal  mentioned  unreasonable  to  the  extent 
that  they  exceeded,  exceed  or  may  exceed  $1.60  per  ton  prior  to 
June  25,  1918;  $1.95  on  and  from  June  25,  1918,  to  and  including 
August  25,  1920,  and  $2.20  thereafter.  Reparation  to  the  basis 
of  the  figures  mentioned  was  recommended. 


SWITCHING  RATES  ON  SLACK  COAL 

A  finding  of  unreasonableness  and  an  award  of  reparation 
have  been  recommended  by  Examiner  Myron  Witters  in  a 
report  on  No.  12317,  Lackawanna  Steel  Co.  et  al.  vs.  Director- 
General  et  al.,  as  to  a  switching  rate  of  $10.50  per  car  on  soft 
slack  coal,  during  federal  control,  between  mines  and  washing 
plants  at  Ellsworth,  Cokeburg  and  Bentleyville,  Pa.  The  rate 
was  in  effect  from  July  25,  1918,  to  February  18,  1919.  Witters 
said  it  should  not  have  been  more  than  $5  and  recommended 
reparation  to  that  basis.  He  said  the  movement  was  large,  regu- 
lar and  performed  by  one  yard  crew;  that  no  spotting  service 
was  performed,  that  the  distances  were  all  less  than  one  mile, 
and  that  substantially  all  the  equipment  was  furnished  by  the 
complainant,  all  of  which  facts  tended  to  make  a  lower  charge 
reasonable. 


RATES    ON    FLUXING    LIMESTONE 

Condemnation  for  unreasonableness  and  an  award  of  repa- 
ration have  been  recommended  by  Examiner  Myron  Witters, 
in  a  report  on  No.  12917,  Central  Iron  and  Steel  Co.  vs.  Director- 
General  et  al.,  as  to  rates  on  fluxing  limestone,  during  federal 
control,  from  quarries  to  the  steel  plant  at  Harrisburg,  Pa. 
Forty  cents  a  ton  was  charged  on  344  carloads,  shipped  from 
Elders  and  Rutherfords  stations  within  the  limits  of  Harris- 
burg  on  the  Philadelphia  &  Reading  tracks  to  Steelton,  another 
point  in  the  city  of  Harrisburg  also  on  the  Philadelphia  & 
Reading,  between  June  25  and  November  15,  1918.  Complain- 
ants asked  for  reparation  to  the  basis  of  20  cents  per  ton,  but 
Witters  said  that  30  cents  would  have  been  reasonable. 


COAL,  MELCROFT,  PA.,  TO  JERSEY  CITY 

A  finding  of  unreasonableness  as  to  rates  on  coal,  from  Mel- 
croft,  Pa.,  to  Jersey  City  for  Erie  delivery,  on  shipments  moving 
in  1919,  and  an  award  of  reparation  have  been  recommended  by 
Examiner  H.  W.  Archer,  in  No.  12551,  Melcroft  Coal  Co.  vs.  Indian 
Creek  Valley  Railway  et  al.  Archer  said  there  was  a  definite  rela- 
tionship between  coal  producing  points  in  western  Pennsylvania 
on  traffic  to  the  east,  which  had  been  maintained  for  years  but 
was  not  maintained  in  1919.  As  to  40  cars  he  recommended  rep- 
aration to  the  basis  of  $2.60  per  gross  ton.  Rates  as  high  as 
$4.20  were  imposed.  Reparation  on  the  remainder  is  to  be  to  the 
basis  of  a  subsequently  established  rate  of  $2.60. 

TURPENTINE,  SAVANNAH,  GA.f  TO  SO.  AMBOY,  N.  J. 

Attorney-Examiner  Charles  F.  Gerry  has  recommended  the 
dismissal  of  No.  12761,  Rosin  &  Turpentine  Export  Co.  vs.  At- 
lantic Coast  Line  et  al.,  on  a  holding  that  the  sixth  class  rate 
on  turpentine,  in  carloads,  from  Savannah,  Ga.,  to  South  Amboy, 
N.  J.,  on  shipments  moving  between  April  2  and  June  2,  1920, 
when  New  York  harbor  points  were  under  embargo,  was  not 
unreasonable. 


Rath  Packing  Co.  vs.  Illinois  Central  et  al.  It  IB  big  Idea  that 
the  Commission  should  now  hold  unreasonable  rates  on  fresh 
meats  and  packing-house  products  in  mixed  carloads,  from 
Waterloo,  la.,  to  Galesburg  and  Macomb,  111.  In  the  former  re- 
port, 57  I.  C.  C.  170,  the  Commission  held  to  the  contrary. 
Money,  in  this  report,  said  the  Commission  should  find  the  rates 
were  unreasonable  to  the  extent  they  exceeded  22.5  cents. 
Third  class  of  34  cents  governed  by  the  Western  Classification 
was  applied.  That  was  the  fresh  meat  rate. 


COMMISSION   ORDER   ENJOINED 

Another  case  involving  the  third  section,  probably  rivaling 
the  American  Creosoting  case,  has  been  started  on  its  way  to- 
ward the  Supreme  Court  of  the  United  States.  Circuit  Judge 
Walker  and  district  Judges  Grubb  and  Holmes,  sitting  at  New 
Orleans,  as  a  special  court  for  considering  the  legality  of  an 
order  of  the  Commission,  have  enjoined  the  enforcement  of 
the  Commission's  order  in  No.  10827,  Swift  Lumber  Company 
vs.  Fernwood  ft  Gulf,  61  I.  C.  C.,  485,  requiring  the  Fernwood 
&  Gulf  and  Illinois  Central  and  their  connections  to  remove 
an  undue  prejudice  against  the  complainant  and  the  town  of 
Knoxo,  Miss.,  by  extending  to  Knoxo,  and  the  lumber  shipped 
from  that  point,  the  main-line  or  Junction-point  rates.  Knoxo 
is  a  local  station  on  the  Fernwood  &  Gulf  27  miles  from  the 
Junction  of  the  Illinois  Central  and  the  Fernwood  &  Gulf  at 
.Fernwood,  Miss. 

The  undue  prejudice  to  be  removed  was  caused  by  the  Fern- 
wood  &  Gulf  imposing  an  arbitrary  of  2  cents  on  the  Junction- 
point  rate,  which  is  blanketed  to  cover  a  number  of  points  in 
an  ill-defined  group.  The  Commission,  In  an  opinion  written  by 
Commissioner  Eastman,  with  commissioners  Hall,  Daniels  and 
Potter  dissenting,  and  Commissioner  Esch  not  participating  in 
the  decision,  held  that  the  rates  imposed  from  Knoxo  were  not 
"intrinsically  unreasonable,"  but  unduly  prejudicial  because  the 
Illinois  Central  did  not  extend  the  blanket  rate  to  Knoxo.  It 
asserted  that  that  railroad  was  giving  treatment  to  Knoxo  un- 
like that  given  by  it  to  other  points,  similarly  situated,  on  other 
branch  line  points. 

The  three  judges  issued  a  restraining  order  from  the  bench. 
Then,  question  having  arisen  as  to  whether  the  Interstate  Com- 
merce Commission  could  appeal  from-  a  restraining  order,  the 
Judges  decided  to  issue  an  injunction  permanently  forbidding 
the  Commission  to  enforce  its  order.  What  moved  the  court  to 
make  either  or  both  orders  has  not  been  disclosed.  The  case 
was  discussed  before  them  by  J.  Carter  Fort  for  the  Commission, 
G.  W.  Green  for  the  Fernwood  &  Gulf,  and  R.  V.  Fletcher  for 
the  Illinois  Central.  In  behalf  of  the  Fernwood  &  Gulf  it  was 
contended  that,  inasmuch  as  it  was  a  party  to  only  one  of  the 
rates,  the  combination  on  Fernwood,  it  had  no  power  over  the 
other.  The  other  rate,  it  was  pointed  out,  was  that  made  by 
the  Illinois  Central. 

As  to  the  Illinois  Central,  it  was  pointed  out  that  the  com- 
bination rate  was  made  in  part  by  the  Fernwood  &  Gulf,  and 
not  wholly  by  the  Illinois  Central. 

Inasmuch  as  the  Commission  said  the  rate  from  Knoxo  was 
not  "intrinsically  unreasonable"  the  query  is  as  to  what,  if  any- 
thing, it  can  do  in  the  way  of  changing  its  order  so  as  to  make 
it  stick.  The  law  says  that  rates  shall  be  Just  and  reasonable. 
It  says  nothing  about  rates  intrinsically  reasonable  or  unrea- 
sonable. It  is  suggested,  however,  that  the  Commission  could 
say  the  rate  was  relatively  unreasonable  but  no  one  who  has 
seriously  considered  the  subject  has  thought  there  was  any  great 
merit  in  trying  to  separate  the  word  reasonable  into  degrees. 

The  case  is  considered  of  importance  by  the  short  line  rail- 
roads, because,  apparently,  it  gives  them  permission  to  add  ar- 
bitraries  to  the  Junction  point  rates  without  subjecting  them- 
selves to  the  charge  of  undue  prejudice,  even  if  they  are  within 
what  seems  to  be  the  geographical  area  covered  by  a  blanket 
rate. 

No  great  importance  is  attached  to  the  case  at  the  Com- 
mission since  the  decision  in  the  American  Creosoting  case  seems 
to  put  limits  on  the  third  section  that  were  not  believed  by  the. 
Commission  to  be  there.  But  the  case  is  in  condition  to  be 
taken  to  the  Supreme  Court,  and  was  put  into  that  condition 
at  the  suggestion  of  the  lawyers  participating  therein. 


RATES  ON   FRESH   MEATS  FROM   WATERLOO,  IA. 
A  recommendation  that  the  Commission  reverse  itself  has 
been  made  by  Examiner  John  T.  Money  in  a  report  on  No.  10475, 


FRISCO   LINE   NOTES  AND  BONDS 

The  St.  Louis-San  Francisco  Railway  Company  has  been  au- 
thorized by  the  Commission  to  issue  $2,122,000  of  prior  lien 
mortgage  bonds,  bearing  6  per  cent  interest,  and  to  pledge  and 
repledge  them  from  time  to  time,  until  otherwise  ordered,  as 
collateral  security  for  short  term  notes.  The  company  also 
asked  authority  to  sell  the  bonds  at  not  less  than  90  per  cent 
of  par  and  accrued  interest,  but  the  Commission  said  that,  in 
view  of  a  statement  made  by  the  company  that  the  bonds  could 
not  be  sold  on  reasonable  terms  at  the  present  time  and  that 
no  arrangements  for  their  sale  had  been  made,  disposition  of 
that  part  of  the  application  could  not  be  made  on  the  present 
record.  The  bonds  cover  expenditures  from  Income  by  the 
company. 
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WESTERN  GRAIN  RATE  REDUCTION 

The  Traffic   World   Washington  Bureau 

Rates  lowered  in  accordance  with  the  Commission's  decision 
in  the  western  grain  rate  case,  docket  No.  12929,  began  going 
into  effect  as  early  as  December  27,  the  date  set  in  the  order, 
notwithstanding  the  fact  that  the  Commission  had  extended  the 
time  until  January  7.  The  Santa  Fe,  Chicago  &  Alton  and  the 
Union  Pacific  did  not  avail  themselves  of  the  extension.  They 
probably  did  not  obtain  information  about  the  extension  in  time 
to  take  advantage  of  the  permission.  The  Chicago  Great  West- 
ern filed  its  reductions  in  time  to  make  them  operative  Decem- 
ber 28,  and  the  Colorado  Southern,  January  1. 

The  Chicago  Great  Western  and  Colorado  Southern  ac- 
complished the  reduction  by  specifically  changing  the  necessary 
tariffs.  The  others  made  them  by  means  of  blanket  supplements, 
which  will  have  to  be  displaced  within  the  periods  of  time 
designated  by  the  Commission. 

Tariff  publications  making  the  lowered  rates  operative,  a 
week  ahead  of  the  time  now  set  in  the  order,  were  in  the  mails 
when  the  Commission  extended  the  time.  The  mails  being  con- 
gested, the  fact  that  the  tariffs  were  en  route  did  not  become 
known  until  December  29,  when  they  reached  the  public  files  of 
the  Commission.  The  reduced  rates,  however,  went  into  legal 
effect  on  the  days  mentioned,  if  the  carriers  had  the  tariffs 
posted  in  their  general  offices  and  in  the  various  freight  houses. 
About  that  there  is  hardly  any  question,  because,  as  a  rule,  tar- 
iffs move  to  agents  as  railroad  mail  in  the  baggage  cars  and  do 
not  have  to  go  through  the  post  offices,  so  there  was  probably 
no  delay  in  their  posting.  The  fact  that  the  Commission  had 
not  official  knowledge  of  them  until  after  they  were  in  effect 
can  have  no  bearing  on  the  legality  of  the  lowered  rates. 

Grain  shippers  via  the  lines  that  made  the  reductions  oper- 
ative before  January  7  will  reach  the  markets  at  less  cost  than 
those  on  lines  which  delayed  their  tariffs  until  the  last  minute 
allowed  by  the  Commission.  Whether  the  volume  of  grain 
shipped  December  27  and  later  dates  via  the  Santa  Fe,  Union 
Pacific,  Chicago  Great  Western  and  the  other  roads  that  got 
their  grain  tariffs  ready  before  the  end  of  the  month,  is  suffi- 
cient to  have  any  particular  effect  on  the  market,  is  one  of  the 
things  the  Commissioners  will  not  find  out  about  unless  and  un- 
til formal  complaints  are  filed  by  such  as  may  believe  themselves 
to  have  been  damaged  by  the  unwillingness  or  unreadiness  of 
the  lines  serving  them  to  give  as  low  rates  as  prevailed  over 
other  routes.  Had  such  confusion  prevailed  in  grain  rates  dur- 
ing the  height  of  the  shipping  season,  the  variety  of  rates,  it  is 
believed,  would  have  had  a  pronounced  effect  in  the  markets. 

Tariffs  of  the  western  earners  making  the  10  per  cent  reduc- 
tion on  the  whole  agricultural  list,  in  accordance  with  the  vol- 
untary agreement  of  the  executives,  began  arriving  at  the  public 
files  of  the  Commission  December  29,  effective  January  1.  The 
western  carriers  suspended  from  January  to  July  all  agricultural 
list  rates,  except  those  on  grain  and  grain  products,  and  said 
the  blanket  supplements  making  the  10  per  cent  reduction 
should  apply  in  their  stead. 

The  Commission,  December  29,  made  another  amendment 
to  the  special  permission  under  which  the  10  per  cent  reduction 
is  being  accomplished.  It  amended  the  agricultural  list  by 
adding  thereto  rice  and  rice  products.  That  was  the  fifth  effort 
to  get  out  a  complete  list  on  which  the  10  per  cent  reduction 
should  apply. 

The  postponement  of  the  effective  date  of  the  tariffs  in  the 
western  grain  rate  case  was  made  because  the  carriers  could  not 
get  their  tariffs  ready  by  December  27.  Their  inability  to  get 
ready  by  that  day  resulted  largely  from  their  failure  to  do  any- 
thing toward  getting  ready  until  after  the  Commission  had 
denied  their  application  for  a  rehearing.  Prior  to  that  time  the 
executives  believed  the  Commission  would  allow  them  to  sub- 
stitute the  ten  per  cent  agricultural  reduction  for  the  reductions 
ordered  in  the  western  grain  case. 


farm  orchard,  garden  and  range  in  tariffs  specified  in  the  tar- 
iffs listed  in  that  supplement  are  bodily  lifted  from  the  tariffs 
and  suspended  for  six  months  from  January  1,  that  is,  to  July 
1,  1922.  The  tariffs  on  the  face  say  that  the  rates  in  the  tariffs 
listed  covering  the  articles  carried  in  attached  lists  shall  stand 
suspended  for  a  six  months'  period  from  January  1. 

The  second  publication  is  a  master  tariff  containing  tables 
showing  what  the  new  rates  will  be  on  the  articles  mentioned 
in  the  first  mentioned  tariff.  The  tables  are  exactly  the  same 
as  in  the  supplements  issued  in  the  fifteen  per  cent  case  and 
Ex  Parte  74,  except  that  the  percentage  is  different. 

In  the  tariff  listing  the  commodities  on  which  the  reduced 
rates  are  to  be  applied,  and  listing  the  tariffs  in  which  existing 
rates  are  to  be  found,  reference  is  given  to  a  joint  issue  01 
master  tariff,  known  and  described  as  Boyd's  I.  C.  C.  A-1250, 
Countiss'  1100,  Curlett's  A-66,  Fonda's  122,  Gilbert's  113,  Hawkes' 
3,  Kelly's  1178,  Leland's  1504,  and  Speiden's  599,  with  expiration 
date  June  30,  1922.  The  master  tariff  states  that,  effective  Jan- 
uary 1,  1922,  rates  then  in  effect  on  commodities  listed  in  sup- 
plements to  other  tariffs  which  make  specific  reference  to  this 
tariff  are  reduced  to  the  rates  shown  in  column  B  on  pages  4 
5,  6,  etc. 

The  scheme  looks  simple.  In  one  tariff  it  is  set  forth  that 
the  rates  on  certain  commodities  named  therein,  to  be  found 
in  tariffs  also  mentioned,  shall  be  suspended  for  six  months— 
from  January  to  the  end  of  June — and  that  from  and  after  July 
1  the  rates  thus  suspended  shall  be  again  in  effect.  This  tariff 
tells  the  man  who  is  looking  for  the  new  rates  to  consult  such 
and  such  tariffs  issued  by  well-known  tariff  publishing  agents, 
such  as  Boyd,  Countiss.  Kelly,  Curlett,  Leland,  etc.  The  names 
of  all  the  agency  publications  are  set  forth  on  each  agency 
issue,  so  that  all  the  inquirer  need  do,  to  be  officially  advised 
as  to  what  rate  he  is  to  pay,  is  to  pick  out  the  tariffs  carrying 
the  present  rates  and  then  take  the  single  supplement  giving 
the  new  tables  of  rates. 

The  fifteen  per  cent  and  Ex  Parte  tariff  publication  consisted 
of  a  rate  table  supplement  to  be  attached  physically  to  every 
tariff  and  supplement.  In  this  case,  the  attachment  of  such  a 
rate  table  supplement  will  be  made  by  appropriate  reference  to 
a  joint  publication  of  that  table  of  rates. 

The  scheme  was  good  enough  to  pass  the  scrutiny  of  the 
tariff  men  of  the  Commission.  That,  of  course,  does  not  mean 
that  if  it  is  discovered  hereafter  that  that  is  not  a  compliance 
with  the  law,  or  with  the  rules  of  the  Commission  prescribed 
•under  authority  of  the  law,  the  Commission  will  be  estopped 
from  directing  the  carriers  to  make  changes  therein. 

The  New  England  railroads  decided  to  make  the  ten  per 
cent  agricultural  reduction  because  they  found  it  difficult  to 
make  interterritorial  rates  to  take  care  of  the  reductions  out- 
side of  New  England.  They  were  also  subjected  to  criticism 
lor  not  joining  with  the  railroads  in  other  parts  of  the  country 
in  extending  relief  to  agricultural  interests.  The  New  Haven 
was  the  first  to  decide  that  the  money  that  might  be  obtained  by 
holding  rates  steady  at  the  existing  level  would  not  be  com- 
pensation for  the  trouble  in  making  properly  limited  tariffs  and 
answering  criticisms  resulting  from  failure  to  join  in  the  ten 
per  cent  reduction. 


NEW  AGRICULTURAL  TARIFFS  FILED 
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The  first  of  the  tariffs  in  which  the  railroads  made  the  10 
per  cent  reduction  on  the  products  of  the  range,  farm,  garden 
and  orchard  reached  the  public'  files  of  the  Commission  De- 
cember 28.  They  were  marked  as  having  come  to  the  Commis- 
sion in  the  mail  of  December  24.  That  meant  they  came  some 
time  while  the  Commission's  offices  were  closed  to  the  public 
from  noon,  December  24,  to  the  morning  of  December  27,  when 
the  accumulated  mail  was  sorted  and  distributed,  so  that  that 
part  of  the  public  depending  on  the  files  of  the  Commission  for 
official  information  was  not  afforded  an  opportunity  to  ascertain 
the  mechanical  method  by  which  the  carriers  intended  carrying 
out  their  promise  to  make  such  a  reduction  until  that  day. 

An  entirely  new  scheme  of  publishing  rates  was  disclosed 
when  the  bundles  of  tariffs  were  opened.  Instead  of  thousands 
of  identical  supplements  to  be  attached  to  as  many  tariff  pub- 
lications, each  agent  and  each  road  that  files  its  rates  individ- 
ually, to  accomplish  this  reduction,  will  file  two  supplements. 
By  means  of  one  supplement,  all  the  rates  on  products  of  the 


SENATE  DISCUSSES  FREIGHT  RATES 
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A  little  sarcasm  as  to  experts  on  freight  rates  was  injected 
into  debate  in  the  Senate  by  Senator  Norris  of  Nebraska,  just  be- 
fore the  Senate  adjourned  for  the  holidays,  during  a  speech  by 
Senator  Trammell  of  Florida  in  which  the  latter  urged  "in  the 
name  of  justice  and  fairness  *  *  *  a  reduction  of  express  and 
freight  rates  so  the  people  of  my  state  can  enjoy  the  prosperity 
they  deserve  and  in  justice  are  entitled  to." 

Senator  Trammell  had  remarked  that  there  was  very  little 
left  for  the  producer  of  oranges  after  he  had  paid  his  freight  rate 
of  $400  to  f  475  a  car  and  packing  charges. 

"I  think  what  the  senator  says  is  correct,"  interjected  Sen- 
ator Norris;  "but  he  is  not  an  expert,  and  these  farmers  are  not 
experts;  so  it  does  not  become  us  to  say  that  railroad  rates  are 
too  high.  If  you  ask  the  railroad  people,  who  are  experts,  they 
will  say  the  rates  are  not  high  enough,  and  as  bearing  that  out 
I  have  a  letter  which  I  received  just  a  few  days  ago  from  one  of 
the  employes  of  the  Nebraska  State  railway  commission,  who  is 
supposed  to  be  an  expert.  He  said  in  his  letter  to  me  that  an  in- 
junction had  just  been  granted  by  the  United  States  court  en- 
joining the  State  commission  from  decreasing  any  intrastate 
rates,  and  that  the  Interstate  Commerce  Commission  about  the 
same  time  issued  an  order  permitting  the  State  commission  to 
increase  rates;  so  that  they  were  in  this  situation,  that  the  State 
commission  had  authority  from  the  Interstate  Commerce  Com- 
mission to  increase  rates,  and  they  were  prohibited  by  the  in- 
junction of  the  United  States  court  from  decreasing  rates.  While 
that  does  not  look  quite  right  to  us,  we  can  take  the  word  of 
experts  that  it  is  right,  and  we  ought  to  keep  on  toiling  and  keep 
on  working,  and  get  our  reward  in  the  next  world,  if  we  do  net 
get  any  profit  in  this." 

"Of  course,"  agreed  Mr.  Trammell,  "that  is  the  trouble;  we 
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have  tuu  many  experts.  A  very  forcible  illustration  was  given 
me  by  an  automobile  dealer  down  at  Cocoa,  Kin.,  who  Is  also  an 
orange  grower.  We  were  talking  about  the  excessive  transpor- 
tation charges  on  grove  and  farm  products,  and  he  said,  by  way 
of  illustration,  that  he  could  not  understand  how  it  was  that  he 
could  ship  a  carload  of  automobiles,  which  cost  him  over  $10,000, 
from  Detroit,  Mich.,  to  Cocoa,  Fla.,  for  about  $400,  but  when  he 
got  ready  to  ship  a  carload  of  oranges,  which  he  would  sell  prob- 
ably for  $1,200  gross,  from  Cocoa,  Fla.,  to  New  York,  his  freight 
bill  was  around  $500. 

"I  have  just  little  enough  expert  sense  myself  to  not  under- 
stand the  discrepancy,  and  why  it  was  they  imposed  a  rate  of 
1400  on  that  carload  of  automobiles  worth  $10,000  but  the  farm- 
er's products  are  assessed  $500,  or  a  rate  of  $100  more  per  car.  If 
that  is  the  result  of  the  work  of  experts,  I  think  we  need  to. 
eliminate  some  experts.  If  experts,  without  reason  or  justice, 
discriminate  against  growers  and  farmers  who  are  the  very  back- 
bone of  the  country,  then  we  need  a  little  common  sense  put  into 
our  rate  making  and  less  expert  injustice  and  foolishness.  In  the 
name  of  justice  and  fairness  I  appeal  on  behalf  of  the  State  of 
Florida  for  a  reduction  of  express  and  freight  rates  so  the  people 
of  my  State  can  enjoy  the  prosperity  they  deserve  and  in  justice 
are  entitled  to." 

Mr.  Trammell  read  the  following  letter  from  a  constitutent  in 
Florida: 

I  am  inclosing  to  you  account  sales  of  a  shipment  of  cabbage  I 
have  just  shipped  to  Kiohmond.  Va.  Please  note  what  a  farmer  gets 
out  of  this  shipment,  and  then  see  what  the  express  company  gets. 
.Vow,  I  ask  you  to  take  up  this  matter  with  the  Interstate  Commerce 
I'ommission.  and  show  them  how  a  truck  grower  can  do  anything  with 
such  express  charges.  We  need  some  relief.  We  can  not  stand  such 
rates. 

"The  account  of  sales  which  was  sent  to  me  by  Mr.  A.  B. 
Prevail,  of  Seville,  Fla.,  who  signed  this  letter,"  said  Trammell, 
"shows  that  at  Richmond,  Va.,  the  commission  merchcant  sold 
seven  crates  of  cabbage  for  $34,  approximately  $5  a  crate,  which 
was  a  reasonably  good  price  for  those  cabbage  to  have  sold  in 
the  market  at  Richmond.  Charged  against  that  $34  was  $22,23 
for  express;  or,  in  other  words,  it  cost  him  $3.17  per  crate  upon 
his  cabbage  to  ship  it  from  Seville,  Fla.,  which  is  only  about  80 
miles  below  Jacksonville,  to  Richmond.  The  commission  being 
deducted,  $3.40,  left  the  farmer  $8.37  for  his  seven  crates  of  cab- 
bage. Out  of  that  $8.37  he  had  to  pay  the  expense  of  production, 
he  had  to  pay  for  the  gathering  of  the  cabbage,  for  crating  it, 
packing  it,  and  hauling  it  to  the  station;  the  consequence  being 
that  the  farmer,  on  account  of  the  excessively  high  express  rates, 
did  not  receive  the  cost  of  production  on  the  seven  crates  of  cab- 
bage which  sold  in  Richmond  at  a  fairly  good  price,  namely,  about 
$5  per  crate.  It  would  have  been  far  better  for  Mr.  Prevatt  to 
have  let  his  land  stand  idle.  . 

"Mr.  President,  unquestionably  the  fanning  interests  of  this 
country  need  relief.  The  Interstate  Commerce  Commission 
should  enter  into  a  serious  investigation  of  the  rates  that  are  be- 
ing Imposed  upon  the  agricultural  products  of  the  country. 

"Certainly  some  relief  should  be  afforded,  not  only  in  the  in- 
terest of  the  producer,  but  in  the  interest  of  the  consumer.  Think 
of  a  charge  of  $3.17  per  crate  upon  cabbage  for  a  haul  of  not  ex- 
ceeding 750  miles,  probably  700  miles. 

"I  merely  desired  to  bring  these  deplorable  conditions  to  the 
attention  of  the  Senate.  I  hope  that  they  may  also  be  consid- 
ered by  the  Interstate  Commerce  Committee  of  the  Senate  in  its 
investigation  of  the  existing  railroad  and  express  rates." 

"I  think  the  senator's  farmer  should  feel  good  about  that 
shipment,"  remarked  Senator  Norris.  "He  ought  to  thank  God 
that  he  got  anything  out  of  it,  after  it  had  been  shipped  on  the 
railroad  in  these  times.  I  have  just  heard  of  a  man  in  Nebraska 

who  shipped  a  carload  of  corn a  whole  carload  of  corn — from 

Verona,  Nebr.,  to  Billings,  Mont.,  where  they  had  no  corn,  and 
he  did  not  get  enough  for  his  carload  of  corn  to  pay  the  freight. 
He  was  in  debt  to  the  railroad  company  51  cents  when  he  got 
through  with  the  operation.  So  the  Florida  man  ought  to  feel 
glad  to  think  he  got  out  without  owing  the  express  company 
something  when  he  got  through  with  the  shipment." 

In  concluding  his  speech,  Trammell  said: 

I  have  received  a  great  many  communications  from  grove  people 
end  farmers  telling  me  of  actual  losses,  where  the  returns  were  not 
sufficient  to  pay  the  freight;  but  this  particular  instance  of  Mr. 
Prevatt's  is  the  one  last  to  come  to  my  attention,  and  this  illustrates 
very  plainly  that  the  industry  will  not  stand  the  rates  which  are 
imposed.  It  Illustrates  that  even  when  the  product  brings,  a  reason- 
able and  fair  price  in  the  market  the  producer  receives  little  or  nothing, 
on  account  of  the  excessive  and  exorbitant  express  charges. 

Of  course,  it  might  be  said  by  some  that  the  carload  rate  by 
freight  Is  cheaper.  That  is  true,  although  it  is  excessive;  but  a 
large  part  of  the  farm  products  can  not  be  marketed  in  carload 
lots,  and  if  you  attempt  to  market  them  in  carload  lots,  even  if 
the  producer  has  a  sufficient  crop  to  market  in  that  way,  you  do  not 
have  a  proper  diversity  of  marketing.  The  matter  of  proper,  intelli- 
gent, diversified  marketing  of  our  products  is  one  of  the  great  prob- 
lems of  the  country.  Therefore,  there  are  a  great  many  shipments 
which  have  to  go  in  less  than  carload  lots  for  that  reason. 

I  contend  that  the  rates,  generally  speaking,  are  too  high,  and 
the  producers  in  my  state  have  suffered  very  sorely  from  these 
excessive  rates. 
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LA  FOLLETTE  DISCUSSES  CONFERENCE 
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Senator  LaFollette  of  Wisconsin,  In  his  speech  In  the  Senate 
on  the  farmers  and  the  railroads  referred  to  In  The  Traffic  World 
on  December  24,  p.  1315,  said  he  thought  Senators  Trammell  and 
Norris,  who  had  been  discussing  high  freight  charges  on  ag- 
ricultural products,  would  be  interested  to  know  "that  some  of 
the  representatives  of  some  of  the  agricultural  organizations  are 
entering  .into  a  very  close  relationship  with  the  transportation 
companies  of  the  country  for  the  'adjustment'  of  all  ills  and  com- 
plaints which  agriculture  has  suffered  at  the  hands  of  the  rail- 
roads." 

"I  do  not  know  whether  senators  observed  In  the  news- 
paper reports  of  Sunday  morning  (December  18)  the  disclosure 
of  a  secret  meeting  which  had  been  held  on  December  9,  between 
representatives  of  the  railroads  and  other  great  interests  and  the 
representatives  of  some  of  the  agricultural  organizations  who 
are  accredited  as  agents  of  agriculture  in  Washington,"  said  Sen- 
ator LaFollette. 

"I  want  to  bring  to  the  attention  of  senators  and  of  the  coun- 
try the  information  which  I  gathered  from  the  reports  in  the 
press  and  from  other  sources  pertaining  to  this  Important  meet- 
ing. 

"My  attention  was  directed  to  an  article  in  the  Washington 
Post  of  Sunday,  December  18,  entitled,  'Rail  Foes  End  Feuds. 
Officers  of  Systems  and  Shippers  to  Work  in  Harmony.  Or- 
ganize Committee  Here.  Farmers  Unite  with  Steel,  Lumber, 
Coal,  and  Other  Interests."  This  article  was  printed  in  the  Post, 
copyrighted,  under  the  name  of  Harden  Colfax.  It  begins  with 
this  statement: 

While  the  Interstate  Commerce  Commission  is  trying  to  find  out 
whether  railroad  rates  should  be  reduced  or  not,  and  Is  conducting  a 
general  inquiry  into  the  transportation  situation  on  its  own  account, 
the  railroads  and  the  shippers,  which  have  fought  each  other  for  a 
generation,  have  quietly  and  without  publicity  gotten  together  and 
agreed  to  bury  the  hatchet.  Hereafter,  instead  of  antagonizing  each 
other  they  will  work  in  harmony  and  as  a  team. 

"Evidently,  Mr.  President,  the  attack  upon  the  agricultural 
bloc,  which  was  inaugurated  by  a  member  of  the  Cabinet  of  the 
present  administration  in  a  public  speech  a  few  days  ago,  has 
proven  pretty  effective. 

"Some  representatives  of  the  agricultural  organization  appear 
to  have  been  captured  by  those  who  were  unduly  apprehensive 
of  the  activities  of  the  bloc.  Their  efforts  are  to  be  enlisted  from 
this  time  on  for  the  destruction  of  that  organization  known  as 
the  agricultural  bloc,  it  appears,  by  'boring  from  within.' 

"Listen  further  to  the  story  recited  in  the  Post  of  Decem- 
ber 18: 

A  solemn  agreement  to  that  effect — 

That  is,  to  the  effect  that  there  is  to  be  harmony  between  the 
farmers  and  the  steel,  coal,  Inmber  and  other  interests  hereafter — 

was  entered  into  at  a  meeting  here  on  December  9.  news  of  which 
was  withheld  by  both  sides  alike,  between  a  special  committee  of  thi- 
Association  of  Railway  Executives,  representing  the  carriers  of  the 
entire  country,  and  a  selected  delegation  of  the  biggest  of  America's 
big  industries. 

Important  in  its  novelty,  the  meeting  was  still  more  important 
from  another  standpoint.  The  farmer,  through  his  delegates,  sat 
down  and  worked  with  the  manufacturer,  the  coal  operator,  the  lumber 
man,  and  other  big  business  interests  which  he  had  for  many  yeacp 
considered  his  oppressors. 

"In  other  words  the  farmer,  it  appears,  Is  converted,  made  to 
see,  through  some  magic  or  other,  that  these  interests,  which 
he  had  supposed  were  hostile  to  him,  are  instead  his  best  friends. 

"Now,  that  very  important  announcement  in  the  Post  records 
the  further  fact  that  an  executive  committee  was  appointed  to 
carry  out  these  agreements.  This  executive  committee,  the  ar- 
ticle states,  consists  of  J.  R.  Howard,  of  Chicago,  President  of 
the  American  Farm  Bureau  Federation;  S.  J.  Lowell,  of  Fre- 
donia,  N.  Y.,  master  of  the  National  Grange,  J.  A.  Campbell,  of 
Youngstown,  Ohio,  president  of  the  Youngstown  Sheet  &  Tube 
Co. — just  think  of  that  gentleman  being  yoked  up  with  the 
head  of  the  farm  bureau  federation! — Ernest  T.  Trigg,  of  Phila- 
delphia, president  of  the  National  Federation  of  Construction  In- 
dustry; Charles  Hill  of  New  York,  Southern  Pine  Sales  Corpora- 
tion; J.  D.  A.  Morrow,  of  Washington,  vice-president  of  the  Na- 
tional Coal  Association. 

"The  Senator  from  Oregon  (Mr.  McNary)  will  remember  that 
in  the  coal  investigation  conducted  by  the  Committee  on  Manu- 
factures we  became  somewhat  acquainted  with  Mr.  Morrow.  I 
think  in  the  course  of  the  testimony,  taken  before  that  commit- 
tee it  appeared  that  the  association  which  he  represented,  un- 
der a  large  salary,  had  been  indicted  in  Indianapolis  for  viola- 
tion of  the  anti-trust  law.  He  is  one  of  the  associates  of  the 
president  of  the  Farm  Bureau  Federation.  Another  is  F.  R. 
Todd,  of  Moline,  vice  president  of  the  Deere  Co. 

"The  article  continues: 

The  executive  committee  appointed  as  its  counsel  James  A.  Kmorv. 
of  this  city,  who  is  also — 

"Note  that  'who  is  also' — 
counsel  for  the  National  Association  of  Manufacturers. 

"Many  of  the  members  of  the  Senate  who  recall  the  investi- 
gation conducted  by  a  Senate  committee  of  a  corrupt  lobby  that 
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operated  here  for  many  years,  will  remember  that  that  associa- 
tion in  particular  was  involved  in  the  disreputable  business  of 
influencing  the  election  of  members  of  the  senate  and  members 
of  the  House  who  would  be  useful  in  serving  the  National  As- 
sociation of  Manufacturers. 

"Now,  Mr.  President,  that  very  interesting  news  article  was 
followed  the  next  day  by  an  editorial  in  the  Washington  Post 
That  editorial  was  entitled  'Railroad-Shipper  Protocol.'  It  began 
as  follows: 

The  announcement  that  the  railroads  and  the  big  shippers  of  the 
country,  the  latter  including  farmers,  manufacturers,  lumber  and  coal 
producers,  and  others,  have  come  together  in  a  plan  for  co-operation 
for  the  common  objective  of  getting  the  transportation  systems  upon 
a  better  and  more  stable  basis  is  most  encouraging.  *  *  *  The 
understanding  reached  promises  that  the  railroads  will  share  with  the 
shippers  the  financial  benefits  of  all  further  reduction  in  the  cost 
of  operation  which  may  come  to  them  from  lower  wages  or  cheaper 
materials,  and  that  the  shippers  on  their  part  will  be  reasonable  in 
their  demands  and  not  attempt  to  force  conditions  upon  the  roads 
which  will  be  unduly  burdensome. 

"There  is  to  be,  it  seems,  cooperation  between  these  repre- 
sentatives and  the  railroads  in  securing  reductions  of  rates,  es- 
pecially through  further  reductions  in  the  wages  of  the  railway 
employes. 

"Mr.  President,  when  we  assemble  again  after  the  recess 
which  is  to  occur  for  the  holidays,  I  shall  set  myself  the  task 
of  presenting  to  the  Senate  and  to  the  country  some  data,  the 
result  of  a  very  serious  study  upon  my  part,  bearing  upon  the 
subject  of  the  pay  of  railway  employes.  I  may  broaden  the  dis- 
cussion somewhat  to  make  it  cover  the  wages  of  all  labor 

"I  say  now  that  I  believe  I  shall  be  able  to  demonstrate  that 
it  is  economically  impossible,  without  destroying  the  productive- 
ness of  industry,  and  the  home  market  for  American  merchants, 
to  lower  further  the  wages  of  labor.  I  set  myself  the  task  of 
proving  to  the  Senate  and  the  country  that  the  wages  of  labor 
today  are  less  than  they  were  at  the  beginning  of  this  century; 
that  the  purchasing  power  of  labor  at  this  moment  of  time  will 
not  command,  by  a  considerable  amount,  as  much  of  the  neces- 
saries of  life  as  was  the  case  10  years  before  the  beginning  of 
this  century  I  undertake  to  say,  sir,  that  no  answer  can  be  made 
to  the  facts  and  the  arguments  which  it  will  be  possible  to  put 
before  the  Senate  of  the  United  States 

"I  speak  at  this  momeat,  sir,  for  the  purpose  of  issuing  a 
word  of  admonition  to  the  farmers  of  the  country  to  beware  of 
that  leadership  in  any  of  the  organizations  which  are  represented 
here  that  would  shackle  them  in  combination  with  railroad  ex- 
ecutives and  with  the  great  combinations  and  trusts  of  the  coum 
try,  leaving  it  to  that  group  to  determine  what  is  to  be  the 
policy  of  this  Government  with  respect  to  transportation" 

Senator  Norris  inquired  whether  LaFollette  could  give  any 
information  as  to  what  agreement,  if  any,  had  been  reached  at 
the  meeting 

"I  have  been '  informed,"  replied  Senator  LaFollette,  "I  be- 
lieve reliably  informed,  that  an  agreement  was  reached  between 
representatives  of  certain  agricultural  organizations,  the  repre- 
sentatives of  the  railroad  executives,  and  the  representatives  of 
other  great  business  and  shipping  organizations — lumber,  steel, 
coal  and  others  such  as  I  have  indicated  from  the  excerpts  which 
I  have  read  here — that  the  organizations  representing  agricul- 
ture should  withdraw  their  support  of  legislation  pending  before 
the  Senator  or  Senate  committees  for  the  restoration  to  the  state 
commissions  of  the  power  to  regulate  State  rates;  and,  moreover, 
that  they  should  withdraw  their  support  of  legislation  pending 
before  both  House  and  Senate  committees  proposing  the  amend- 
ment of  the  transportation  act  by  striking  out  that  portion  of  the 
act  which  is  known  as  section  15a  of  the  Esch-Cummins  law 

"Senators  who  have  studied  that  transportation  act  will  know 
that  by  its  main  provision  it  imposes  upon  the  Interstate  Com- 
merce Commission  the  obligation  to  ascertain  the  aggregate 
value  of  the  railroad  property  of  the  country  and  to  impose  upon 
transportation  rates  sufficiently  high  'as  near  as  may  be'  to  make 
a  fair  return  upon  the  'aggregate  value'  of  the  railway  property, 
and  that  provision  of  the  Esch-Cummins  law  required  the  In- 
terstate Commerce  Commission  to  make  a  determination  'aggre- 
gate value'  just  as  soon  as  the  Esch-Cummins  law  became  a 
statute" 

Senator  LaFollette  then  reviewed  his  opposition  to  the  rate- 
making  section  of  the  transportation  act,  declaring  that  the  sec- 
tion compelled  the  Commission  to  accept  the  book  value  of  the 
railroads  for  rate-making  purposes  He  said: 

I  undertake  to  say  Just  this  on  the  subject  of  valuation  and  its 
relation  to  rates  at  this  time:  There  is  in  railroad  property  of 
seven°billion  dollars0688  capitallzation  charge  of  something  like  six  or 

The  trouble  with  the  transportation  of  this  country,  In  Just  a 
word,  may  be  stated  as  follows:  The  railroads  have  an  overhead 
charge  for  capitalization  of  from  40  to  45  per  cent  greater  than 

r»nrnT£iPUitf  »^  the,.propf'5yl  and  Breater  than  the  property  ever 
:arry.  If  i  t  be  attempted  to  make  the  products  of  the  country 
pay  the  transportation  charges  on  a  valuation  of  119,000.000000  then 
we  have  fixed  the  rate  so  high  as  to  stall  traffic.  It  is  essential  to 
lessen  the  overhead,  or  traffic  can  not  move  In  such  a  way  as 
to  make  any  adequate  return  to  the  producers  of  this  country  Even 
L?e,  "V2ke  OUI  the  llttle  Pr°vls°  wh'ch  was  agreed  to  be  stricken 
out  in  the  conference  to  which  I  have  referred— the  5%  to  6  per 
£tHl.ln«,°Te  Provision,  which  expires  In  any  event  In  March— If  we 
strike  that  out  we  have  remaining  in  section  15  the  provision  that  it 
is  the  duty  of  the  Interstate  Commerce  Commission  to  ftx  rates  "as 


near  as  may  be"  so  as  to  insure  a  fair  return  upon  the  "aggregate 
value"  of  the  property. 

This  valuation,  as  I  have  indicated,  has  been  ascertained  by  the 
commission  in  the  only  manner  which  the  Esch-Cummins  law  per- 
mitted, namely,  by  accepting  the  book  value  or  investment  accounts 
of  the  railroads.  So  if  section  15a  be  retained  in  the  law  the  commis- 
sion must  keep  the  rates  as  near  as  may  be  to  the  present  rates.  The 
attempt  to  make  the  present  rates  pay  5%  to  6  per  cent  was  a  failure, 
because  the  traffic  could  not  make  the  return.  The  commission  will 
have  to  lower  the  rates  somewhat,  but  they  will  still  struggle  with 
that  provision  left  in  the  Transportation  Act,  as  has  evidently  been 
agreed  to  by  this  combination  that  has  been  set  up  here  without  con- 
sulting the  farmers  who  are  paying  the  expenses  of  the  heads  of 
these  organizations.  So  there  will  continue  to  be  imposed  upon  the 
Interstate  Commerce  Commission  the  obligation  to  fix  rates  which 
will  pay  a  return  on  this  overcapitalization,  and  they  will  be  compelled 
to  accept  the  valuation  fixed  by  the  railroads  themselves  largely  in 
their  investment  accounts,  in  round  numbers,  $19,000,000,000. 

I  merely  wanted  this  evening,  before  we  concluded  the  session 
prior  to  the  Christmas  recess,  to  let  the  farmers  who  are  putting 
up  the  money  to  pay  the  expenses  of  the  Grange  and  the  Farm 
Bureau  know  what  is  going  on  here,  and  to  warn  them  that  their 
representatives  here  are  making  secret  deals  with  the  heads  of  these 
great  combinations. 

I  think  that  perhaps  it  is  fair  to  put  Into  the  record  a  statement 
of  those  who  were  present.  I  have  already  named  Mr.  J.  R.  Howard. 
This  conference  was  participated  in  by  the  special  committee  repre- 
senting the  railway  executives,  of  which  Mr.  Atterbury,  of  the  Penn- 
sylvania Railroad,  was  chairman.  It  was  held  at  the  Racquet  Club 
in  Washington  on  December  9,  1921.  There  had  been  a  previous  con- 
ference in  New  York  on  September  21,  of  which  Mr.  J.  R.  Howard 
was  made  chairman.  Those  present  at  the  Racquet  Club  meeting 
were  Mr.  W.  W.  Atterbury,  of  the  Pennsylvania  Railroad;  Howard 
Elliott,  of  the  Northern  Pacific;  W.  J.  Hanrahan,  of  the  C.  &  O.;  W.  B. 
Storey,  of  the  Atchison;  R.  S.  Binkert,  who  is  assistant  to  the  chair- 
man of  the  Association  of  Railway  Executives,  New  York. 

The  iron  and  steel  industries  were  represented  by  J.  A.  Campbell, 
of  the  Youngstown  Sheet  and  Tube  Company,  of  Youngstown,  O.,  and 
C.  E.  Bement,  of  Lansing,  Mich.,  representing  the  Novo  Engine  Co. 

Railway  supply  organizations  were  represented  by  A.  B.  Johnson, 
president  of  the  Railway  Business  Association,  of  Philadelphia,  Pa., 
and  Frank  W.  Noxon,  secretary  of  the  same  association. 

Lumber  interests  were  represented  by  Charles  Hill,  of  the  South- 
ern Pine  and  Sales  Corporation,  of  New  York;  A.  B.  Hammond,  of  the 
Hammond  Lumber  Co.,  of  San  Francisco,  Calif.;  J.  H.  Browne,  of  the 
Pacific  Lumber  Co.,  New  York  City. 

Construction  companies  were  represented  by  R.  C.  Marshall, 
Munsey  Building,  Washington,  D.  C.,  and  E.  T.  Trigg,  of  Philadelphia, 

The  National  Industrial  Traffic  League  was  represented  by  W.  H. 
Chandler,  Boston,  Mass. 

The  National  Association  of  Manufacturers  was  represented  by 
Gray  Silver,  H.  C.  McKenzie,  of  New  York,  Ralph  Snyder,  of  Kansas, 
J.  A.  Emery,  of  Washington,  D.  C. 

The  agricultural  interests  were  represented  by  J.  R.  Howard, 
and  O.  E.  Bradfute,  of  Chicago.  I  think  he  is  president  of  the  Farm 
Bureau  of  Ohio.  They  were  all  of  the  American  Farm  Bureau  Federa- 
tion, the  last  three  named  being  members  of  Its  legislative  committee. 
The  agricultural  interests  were  also  represented  by  W.  I.  Drummond 
president  of  the  International  Farm  Congress,  and  by  T.  C.  Atkeson 
of  the  National  Grange. 

Mr.  Atterbury  stated  that  they  desired  the  help  of  the  interests 
represented  In  securing  further  wage  reductions  and  in  opposing  the 
Capper  bill.  After  a  considerable  discussion,  the  agricultural  repre- 
sentatives not  being  disposed  to  oppose  the  bill  absolutely,  adjourn- 
ment was  taken  for  lunch,  with  the  understanding  that  representatives 
of  the  carriers  and  of  the  agricultural  interests  would  talk  the  matter 
out.  After  lunch,  Mr.  Howard  reported  that  the  agricultural  repre- 
sentatives were  prepared  to  agree  that  section  15-A  should  not  be 
amended,  except  for  the  removal  of  the  proviso  in  paragraph  (3) 
relating  to  the  percentage  of  return  for  two  years  following  March 
1,  1920,  which  expires  by  statutory  limitation  In  March  next. 

So  far  as  state  control  over  intrastate  rates  was  concerned,  it  was 
agreed  that  they  would  not  undertake  to  deprive  the  Interstate 
Commerce  Commission  of  power  to  set  aside  rates  discriminating 
against  intrastate  commerce,  but  that  they  did  desire  to  have  the  bill 
protect  the  powers  of  state  commissions  to  function  locally.  They 

It  was  left  with  a  committee  composed  of  Mr.  Emery,  Mr.  Atkeson 
and  Mr.  Silver  to  rewrite  the  Capper  bill.  I  congratulate  the  Senator 
from  Kansas.  He  is  to  have  his  bill  "fixed"  for  him.  It  Is  also  said 
that  it  was  agreed  that  the  interests  represented  In  the  conference 
would  support  the  bill  as  redrafted  when  agreed  to  by  counsel  for  the 
railway  executives;  but,  on  the  other  hand,  at  least  one  of  the  men 
representing  another  interest  denies  such  agreement  for  himself,  but 
said  the  agricultural  interests  did  assent. 

"I  should  like  to  say  to  the  senator  from  Wisconsin,"  said 
Senator  Capper,  "that  the  bill  to  which  he  refers  as  the  Capper 
bill,  introduced  by  me,  was  prepared  by  the  chairman  of  the 
public  utilities  commission  of  the  state  of  Kansas,  with  the  as- 
sistance of  the  general  counsel  of  the  state  railway  association 
of  the  United  States  and  has  the  support  ..." 

"The  genetal  counsel  of  the  state  railway  association  is  Mr 
Ben  ton?"  asked  Senator  LaFollette. 

"Mr.  Benton,"  replied  Senator  Capper,  continuing  his  state- 
ment, "and  it  has  the  approval,  as  it  ought  to,  of  the  farm  organi- 
zations of  Kansas  and  of  other  western  states.  If  any  committee 
undertakes  to  rewrite  that  bill  and  make  any  very  material 
changes  in  the  measure,  I  think  they  will  hear  from  the  farmers 
of  Kansas." 

"I  think  so  myself,"  concluded  Mr.  LaFollette,  "particularly 
after  the  farmers  of  Kansas  come  to  be  informed  concerning  the 
secret  agreements  which  their  representatives  are  making  with 
the  great  special  interests.  It  is  for  that  reason  that  I  have  taken 
the  liberty  of  detaining  the  Senate  this  afternoon,  for  the  pur- 
pose of  putting  this  information  before  the  Senate  and,  in  a  way, 
before  the  country." 

Senator  LaFollette  followed  up  his  attack  on  the  "secret 
meeting,  by  issuing  a  statement  reviewing  substantially  what 
he  said  on  the  floor  of  the  Senate  and  also  attacking  section  15-a 
of  the  interstate  commerce  act.  The  statement  said,  In  part: 


V  ?J!e  clause  of  the  rate  guaranty  of  the  Esch-Cummins 
r',  n  i  ^n°r  6  Per  -cent  the  rate  of  retum  assured  the  car- 
riers In  the  law,  will  expire  by  statutory  limitation 
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I  warn  the  country  that  a  plan  is  now  afoot  to  perpetuate  the 
fundamental  provision  of  the  Esch-Cummins  law.  embodied  In  sec- 
tlon  IB-n,  and  to  render  permanent  the  Intolerable  conditions  which 
have  made  the  transportation  system  for  the  past  two  years  an  Instru- 
ment for  the  exploitation  of  the  American  people. 

The  Each-Cummins  law  was  the  most  reactionary  measure  ever 
enacted  by  Congress  dealing  with  transportation.  It  grave  the  finan- 
ciers who  control  the  railroads  a  flat  guaranty  of  profits  under  which 
In  the  six  months  from  March  to  August,  1920.  Inclusive,  a  draft  of 
more  than  $600,000,000  in  public  money  was  made  upon  the  United 
States  treasury.  Then,  in  section  IB-a,  the  Interstate  Commerce  Com- 
mission was  commanded  to  Increase  freight  rates  to  a  level  where 
they  would  return  a  profit  upon  "aggregate  value." 

The  elimination  of  the  clause  relating  to  a  return  of  6V4  or  6  per 
cent  on  March  1,  1922.  however,  will  not  take  the  fundamental  vicious- 
ness  out  of  section  15-a.  It  will  leave  the  rate  guaranty  of  the  law 
substantially  intact.  The  Commission  will  still  be  under  a  mandate  to 
make  the  rates  high  enough  to  pay  a  net  Income  based  on  "aggregate 
value,"  which  means  that,  so  long  as  section  16-a  remains  in  force, 
the  farmers,  merchants,  manufacturers  and  all  classes  of  shippers 
and  consumers  must  continue  to  pay  tribute  In  the  form  of  rates  based 
on  a  highly  inflated  valuation  of  approximately  119,000.000.000. 

When  it  Is  considered  that  the  "aggregate  value"  which  Is  nQW  the 
basis  for  rates  is  billions  of  dollars  in  excess  of  the  actual  value  of  the 
roads,  it  will  be  understood  why  rates  are  now  so  extortionate  as  to 
operate  as  a  practical  embargo  on  many  products  of  factory  and  farm. 

After  March  1,  section  16-a  will  compel  the  Interstate  Commerce 
Commission  to  determine  "what  percentage  of  such  aggregate  property 
value  constitutes  a  fair  return."  The  Commission  may  continue  in 
force  the  present  6  per  cent  rate  guaranty,  or  they  may  define  a 
'  fair  return"  at  an  even  higher  percentage.  In  any  event,  since  the 
railroads  will  be  assured  rates  sufficient  to  pay  them  a  fat  net  income 
on  Inflated  valuation,  they  may  continue  after  March  1  the  practice  of 
padding  maintenance  and  repair  accounts  and  buying  supplies  and 
equipment  at  high  prices  from  favored  concerns  in  exactly  the  same 
manner  in  which  they  have  worked  this  fraud  upon  the  public  since 
the  Esoh-Cummins  law  went  into  effect.  With  section  15-a  in  force, 
the  great  bankers  who  control  the  railroads,  and  the  steel  and  coal 
Interests  from  which  the  roads  purchase  their  supplies,  may  demand 
from  the  Commission  rates  high  enough  to  pay  a  "fair  return,"  no 
matter  how  high  their  expenses. 

On  December  9,  a  secret  meeting  was  held  in  Washington,  an 
accurate  report  of  which  has  never  reached  the  public,  at  which  high 
officials  of  the  railroads  and  the  coal,  steel  and  lumber  interests  at- 
tempted to  enlist  the  farmers  in  an  agreement  whereby  all  agitation 
oy  the  farm  Interests  for  the  repeal  of  section  15-a  and  for  the  restora- 
tion of  state  control  over  intrastate  rates  should  cease. 

The  great  special  interests  represented  at  this  conference  were 
successful  In  obtaining  the  consent  of  certain  of  the  farmer  repre- 
sentatives to  such  an  agreement. 

It  is  not  necessary  to  Impeach  the  sincerity  of  purpose  of  the  farm 
organization  officials  who  participated  in  the  conference  in  branding 
this  secret  meeting  as  a  conspiracy  to  betray  not  only  the  farmers,  but 
the  consuming  millions  of  the  nation. 

Mr.  LaFollette  then  gave  a  "brief  report"  of  the  "secret  meet- 
ing" along  the  lines  of  that  given  in  his  speech: 

It  was  held  out  to  these  farm  organizations  officials  that  by  further 
cuts  in  the  rate  of  pay  of  railroad  workers  it  would  be  possible  to 
reduce  freight  rates  and  to  give  the  farmers  some  measure  of  relief 
to  which  they  were  entitled. 

If  the  farmers  of  the  country  abide  by  the  agreement  entered  into 
by  a  few  of  their  representatives  at  Washington,  December  9  the 
railroad  interests,  by  agreeing  to  forego  the  benefits  of  one  clause  of 
section  15-a  which  expires  automatically  in  two  months,  will  defeat 
the  united  demand  of  farmers  in  every  section  of  the  country  for 
relief  from  the  present  extortionate  railroad  rates.  The  railroad  in- 
s  will  also  enlist  the  farmers  with  themselves  and  with  the  coal 
and  steel  interests  in  the  scheme  to  lower  wages,  by  the  terms  of  this 
igreement.  In  other  words,  the  farmers  are  asked  to  abandon  their 
Ight  for  lower  rates,  which,  if  continued,  will  bring  them  real  relief  In 
return  for  the  repeal  of  one  clause  of  section  15-a  which  will  expire  by 
Its  own  terms  on  March  1  next. 

I  take  this  occasion  to  admonish  the  farmers  to  beware  of  that 
leadership  in  any  of  the  great  farm  organizations  represented  in  Wash- 
ington that  would  shackle  them  in  combination  with  railroad  execu- 
tives and  with  the  great  combinations  and  trusts  of  the  country, 
leaving  it  in  the  hands  of  that  group  to  speak  the  voice  of  the  farmer 
In  the  framing  of  legislation  dealing  with  transportation. 

For  two  years  we  have  experimented  with  the  Esch-Cummlns  law 
Under  Its  provisions  the  railroads  have  taken  hundreds  of  millions  of 
ollars  from  the  public  treasury  in  the  form  of  guaranties  and  loans. 
They  have  obtained  rate   increases  which  netted   them  last  year  the 
enormous  gross  revenue  of  $6,235,000,000  a  year,  a  sum  fully  half  as 
large  as  the  market  value  of  all  railroad  securities.    They  have  reduced 
ages  of  their  employes  by  hundreds  of  millions  of  dollars  without 
passing  thll  gain  on  to  the  public  In  reduced  rates,   and  are  deter- 
mined to     take  out  of  labor"  any  further  reductions  In   freight  rates 

f»a»«  9ft  ^V£"i,to  th<i  pe<*fe-     Thev  nave  increased  passenger 

fares  20  per ,  cent  Pullman  fares  50  per  cent  and  freight  rates  35  per 
cent  over  what  they  were  when  the  government  relinquished  the  roads 
have  brought  ruin  to  thousands  of  merchants  and  manufacturers 
and  millions  of  farmers  throughout  the  land,  who  have  been  unable  to 
ship  their  products  and  merchandise  at  a  profit 

serve  notice  at  this  time  that  a  fight  will  be  made  in  the  Senate 
against  the  conspiracy  which  has  been  hatched  to  keep  the  Esch- 
Cummins  rate  guaranty  in  force,  and  I  appeal  to  the  farmers  the 
^P?rS(.and,,eVeI3  '^'"mate  interest  in  thTcountry  to  demand  thl 
repeal  of  section  15-a  In  its  entirety,  and  to  advise  Congress  that  i 


HOWARD  EXPLAINS  CONFERENCE 

J.  R.  Howard,  president  of  the  American  Farm  Bureau  Fed- 
eration, in  an  open  letter  addressed  to  Senator  La  Follette   De- 
ember  29,  categorically  denied  the  charges  of  collusion  by  the 
railroads  and  the  farmers  and   pointed   out   that   the  meeting 
igainst  the  secrecy  of  which  the  Senator  had  objected  was,  in 
ict,     open  to  anybody  who  might  have  cared  to  attend."    The 
:er,   which   reviews    the  series   of  conferences   between   the 
Ulroad   executives  and   agricultural  representatives  which  be- 
gan last  September,  is  as  follows: 

thatPth?  r°rn^  lndica«?  th?'  yo,u  have  made  statements  to  the  effect 

beeVln  %£i^grn£?»dr»the   A!?i?rica.n    F2rm    B"reau    Federation   have 

;cret  conference  with  railroads  and  other  interests  to  the 


detriment  of  the  Interests  of  the  American  public  and  American  agri- 
culture. 

I  want  to  assure  you  that  no  secret  conferences  have  b««n  held 
nor  any  working  agreements  reached  which  are  not  entirely  In  har- 
mony with  the  adopted  resolutions  of  the  American  Farm  Bureau 
Federation. 

My  own  sole  personal  Interest  Is  In  an  Iowa  farm,  but  no  one 
knows  better  than  I  the  necessity  of  adequate  transportation  and  the 
oppressiveness  of  exorbitant  freight  rates. 

The  American  Farm  Bureau  Federation  was  the  only  farmer's 
organization  to  protest  before  the  Interstate  Commerce  Commlairton 
against  the  valuation  of  the  railroads  upon  which  the  advanced  freight 
rates  of  August  26.  1920,  were  made.  The  American  Farm  Bureau 
Federation  was  only  a  temporary  organization  at  the  time  of  the 
passage  of  the  Cummlns-Ksch  bill.  We  were,  however,  on  record 
for  the  speedy  return  of  the  railroads  to  their  owners,  but  did  not 
approve  certain  features  of  the  Cummlns-Esch  bill,  particularly  the 
guaranty  clauses.  We  have  strenuously  opposed  this  feature  ever 
since. 

Let  me  recall  your  attention  to  two  conferences  which  have  been 
held  recently  regarding  transportation  matters,  together  with  some 
of  the  causes  leading  up  to  these  conferences  and  the  results'  of  the 
conferences: 

Following  the  hearing  before  the  Interstate  Commerce  Commis- 
sion in  August  on  grain  rate  reductions,  in  which  the  American  Farm 
Bureau  appeared  as  complainant,  I  personally  called  upon  a  few 
western  railroad  executives  urging  In  the  Interest,  not  only  of  Amer- 
ican agriculture,  but  in  the  interest  of  the  whole  country,  that  rate 
reductions  be  speedily  made.  I  leave  you  to  judge  whether  or  not 
this  work  was  effective  for  agriculture.  Later  the  secretary  of  the 
National  Manufacturers'  Association,  Mr.  James  A.  Emery,  with- 
out suggestion  or  knowledge  on  the  part  of  the  American  Farm 
Bureau  Federation,  issued  a  call  for  a  conference  in  New  York  City 
on  September  21.  I  do  not  know  who  selected  those  who  were  In- 
vited to  this  conference.  The  list  included  three  representatives  of 
the  Grange  and  three  representatives  of  the  American  Farm  Bureau 
Federation.  Master  S.  J  Lowell,  of  the  National  Grange,  was  made 
chairman  of  the  meeting. 

After  considerable  open  discussion  the  conference  appointed  a 
small  group  to  bring  in  definite  recommendations.  This  group  con- 
sisted of  three  railroad  executives  and  agricultural  Implement  manu- 
facturers, the  secretary  of  the  National  Manufacturers'  Association, 
and  myself.  I  stated  to  the  railroad  executives  that  lower  rates 
were  an  immediate  necessity  and  that  we  would  rather  get  them 
through  voluntary  adjustments  than  through  forced  legislation  or 
long  and  extended  hearings.  I  told  them  that  the  least  that  would 
satisfy  the  American  farmer  would  be  an  Immediate  reduction  on 
basic  commodities,  including  agricultural  products,  coal  and  build- 
ing materials,  corresponding  to  the  labor  reductions  of  July  1,  to- 
gether with  a  definite  pledge  that  further  reduction  In  rates  should 
be  made  as  fast  as  operating  costs  decreased,  until  the  advance  of 
August  26,  1920,  was  eliminated. 

The  railroads  stressed  the  necessity  of  taking  care  of  dependent 
stock  and  bond  holders  and  the  dangers  of  their  going  Into  bank- 
ruptcy. My  reply  to  them  was  that  we  had  heard  for  years  of  their 
orphans  and  widows,  and  we  sympathized  with  them,  but  not  more 
than  with  the  orphans  and  widows  of  farmers  who  had  been  left 
destitute  because  of  a  bad  economic  situation,  which  high  freight 
rates  had  helped  create.  I  further  told  them  that  many  farmers 
and  business  men  were  compelled  to  go  through  bankruptcy,  and 
that  it  was  no  worse  for  a  railroad  to  go  into  the  hands  of  a  receiver 
than  for  a  farmer  or  a  manufacturer.  I  added  that  I  believed  it 
would  be  a  good  thing  for  the  public  if  some  of  the  railroad  com- 
panies did  go  into  receivership  in  order  that  the  value  of  their  prop- 
erty might  be  determined  by  the  public. 

After  discussion,  these  three  executives  agreed  to  submit  the 
farmers'  proposal  for  immediate  rate  reductions,  and  subsequent  re- 
ductions as  well,  to  the  executive  committee  of  the  railroad  execu- 
tives. This  they  did  at  a  meeting  on  October  8.  We  were  informed 
that  this  executive  committee  approved  the  proposition  with  a  10 
per  cent  reduction  effective  immediately  and  subsequent  reductions 
as  requested.  The  matter,  however,  was  referred  to  a  general  meet- 
ing of  railroad  executives  in  Chicago  on  October  14.  That  meeting 
did  not  approve  the  immediate  reductions,  but  it  pledged  further 
reductions  as  operating  expenses  decreased. 

The  following  day  I  met  a  small  group  of  railroad  executives  and 
expressed  keen  disappointment  that  they  had  refused  Immediate  reduc- 
tions, stating  that  we  would  be  compelled  to  make  immediate  appli- 
cation for  same  through  the  Interstate  Commerce  Commission.  The 
American  Farm  Bureau  Federation  that  very  day  did  file  a  petition 
for  immediate  reductions  on  all  agricultural  commodities  of  from 
10  to  20  per  cent,  with  subsequent  reductions  as  operating  expenses 
were  reduced. 

Other  interviews  during  the  next  two  or  three  weeks  were  held 
between  the  American  Farm  Burau  Federation  and  the  railroad 
executives,  with  the  result  that  the  railroad  executives  voluntarily 
requested  the  Interstate  Commerce  Commission  to  approve  a  10  per 
eent  reduction  on  agricultural  commodities,  effective  January  1,  1922, 
for  a  period  of  six  months. 

The  reduction  was  not  as  much  as  we  should  have  liked  and  would 
not  have  satisfied  us  had  It  not  been  for  the  promise  of  future  reduc- 
tions. The  railroad  executives  treated  us  with  fairness  and  frank- 
ness. A  full  statement  of  this  conference  and  Its  results  was  given 
to  the  press  by  the  American  Farm  Bureau  Federation  several  weeks 
ago  and  was  widely  printed. 

A  second  conference  was  called  by  the  same  agency  that  called 
the  first  one.  In  Washington  on  December  9.  I  asked  that  a  larger 
group  of  our  representatives  might  attend  the  second  conference. 
This  request  was  granted,  and  In  addition  to  the  Farm  Bureau  and 
the  Grange,  the  International  Farm  Congress  was  represented. 

The  principal  discussion  at  this  second  conference  had  to  do 
with  the  so-called  Capper  bill,  providing  for  the  repeal  of  section  15-a 
of  the  transportation  act,  and  defining  the  powers  of  the  various 
state  commissions.  Every  interest,  except  the  farmers,  expressed 
themselves  as  being  opposed  to  this  measure.  Without  discussing 
the  details  of  the  conference,  which  was  entirely  informal,  but  as  I 
understand  it,  open  to  anybody  who  might  have  cared  to  attend,  the 
farmers'  demand  for  the  repeal  of  the  guaranty  clauses  of  section 
15-a  was,  in  substance,  acceded  to,  as  was  our  contention  as  to  main- 
taining Integrity  of  the  state  commissions.  Many  of  us  were  not 
sufficiently  familiar  with  this  bill  and  other  bills  to  commit  ourselves 
regarding  any  phraseology,  which  was  referred  to  a  committee  con- 
sisting, as  I  recall  it.  of  T.  C.  Atkeson,  representing  the  Grange.  Gray 
Silver,  Washington  representative  of  the  American  Farm  Bureau 
Federation,  and  James  A.  Emery,  secretary  of  the  National  Manu- 
facturers' Association.  Mr.  Sliver  was  instructed  by  me.  as  presi- 
dent of  the  American  Farm  Bureau  Federation,  to  consult  with  the 
properly  constituted  attorney  of  the  state  railroad  commissioners 
in  the  formulation  of  any  suggested  changes  In  the  bill.  I  am  In- 
formed that  Mr.  Silver  has  done  so,  although  no  report  of  the  com- 
mittee has  been  submitted  as  yet  for  the  American  Farm  Bureau 
Federation  office  In  Chicago. 

Other  matters  were  briefly  discussed,  particularly  wages  and  the 
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status  of  the  Railroad  Labor  Board,   but   no  attempt  was  made  to  with  and  had  been  approved  by  the  Railroad  Commission;   that 

clause  only  applies  where  the  rate  in  question  has  not  been  ap- 
proved by  the  Commission. — Ibid. 


BUI  ma      VJl       i  lie      imiti  va.u      1^*0,  uui       *-»v««  w»       *****.      ..—      -™___---r  - 

reach  any  agreement.     The  cards  were  all  on  the  table  at  all  times. 

I  regret  that  you  were  misinformed  regarding  this  meeting.    ] 
unfortunate  both  for  you  as  well  as  agricultural  Interests  that  state- 
ments  indicating   secrecy    and    collusion    shpuld   have   been    made   by 

I  trust  that  the  day  may  come  when  business  men  or  representa- 
tives of  any  group  or  interest  may  openly  confer  with  farmers  with- 
out hints  of  suspicion,  and  that  statesmen  may  be  guided  by  equal 
openness  and  frankness. 
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REGULATION   OF  COMMON   CARRIERS 

Where  There  Are  Two  Tariffs,  That  Specifically  Dealing  with 
the  Identical  Material  Shipped  Applies: 

(Supreme  Court  of  Mississippi,  Division  A.)  In  a  suit  by  a 
shipper  against  a  carrier  for  an  alleged  overcharge  of  freight  de- 
manded and  collected  by  the  carrier  of  the  shipper,  on  shipments 
of  rough  sawed  heading,  and  claimed  by  the  latter  to  be  unrea- 
sonable and  extortionate,  and  there  were  two  tariffs  of  the  carrier 
on  file  with  and  approved  by  the  Railroad  Commission,  one  pro- 
viding a  rate  on  heading  bolts,  and  the  other  on  rough  sawed 
heading,  and  the  testimony  showed  a  substantial  difference  be- 
tween heading  bolts  and  rough  sawed  heading,  held,  the  tariff 
rate  on  rough  sawed  heading  applied,  and  not  the  tariff  on  head- 
ing bolts,  because  the  former  dealt  specifically  with  the  identical 
material  shipped.— E.  L.  Young  Heading  Co.  vs.  Payne,  Director 
General  of  Railroads,  89  Sou.  Rept.,  782. 

Statutes  Held  to  Intend  That  All  Freight  Schedules  Shall  Be 
Filed  with  and  Approved  by  Railroad  Commission,  That  No 
Carrier  Shall  Charge  More  Nor  Less  Than  the  Rate  Fixed, 
and  Shipper  Cannot  Recover  for  Unreasonable  Charge  of 
Rate  So  Approved: 

Sections  4842.  4839,  4840,  4841,  4845,  4844,  and  4849,  Code  of 
1906,  Hemingway's  Code,  Sec.  7627,  7624.  7625,  7626,  7629  7630, 
and  7634,  manifest  plainly  a  purpose  on  the  part  of  the  Legisla- 
ture that  all  common  carriers  by  railroad  doing  business  in  this 
state  shall  submit  to,,  and  file  with,  and  have  approved  by,  the 
State  Railroad  Commission,  all  schedules  of  freight  rates;  and 
that  the  Railroad  Commission  shall  have  power  to  determine  and 
fix  what  shall  be  reasonable  rates,  and  when  so  determined  and 
fixed  that  no  common  carrier  will  be  permitted  to  deviate  from 
such  rates  so  filed  and  approved,  either  by  charging  more  or  less 
than  the  rate  so  fixed;  therefore  in  a  suit  by  a  shipper  against  a 
common  carrier  to  recover  freight  charges  demanded  and  col- 
lected by  the  latter  of  the  former,  'on  the  ground  that  the  same 
were  unreasonable  and  extortionate,  which  claim  the  evidence  for 
the  plaintiff  tended  to  establish,  but  where  the  evidence  showed 
further  that  the  rate  demanded  and  collected  has  been  filed  with 
and  approved  by  the  Railroad  Commission,  there  can  be  no 
recovery  by  the  plaintiff. — Ibid. 

Shipper's  Remedy  for  Unreasonable  Charges  Under  an  Approved 
Schedule  Is  by  Application  to  the  Railroad  Commission: 
In  such  a  case  the  shipper  is  furnished  by  section  4849.  Code 
of  1906,  section  7624,  Hemingway's  Code,  a  remedy  for  the  al- 
leged unreasonable  and  extortionate  rate,  by  means  of  complaint 
and  hearing  before  the  Railroad  Commission,  which  is  fully  au- 
thorized by  order  to  revise  and  reduce  any  rate  found  to  be  un- 
just, and  enforce  compliance  therewith  by  the  carrier. — Ibid. 
Statute  Prohibiting  Unreasonable  Compensation  Does  Not  Apply 
to  Rate  Approved  by  and  Filed  with   Railroad  Commission: 
The  clause  in  section  4839.  Code  1906,  section  7624,  Heming- 
way's Code,  which  prohibits  carriers  from  demanding  and  receiv- 
ing unreasonable  compensation  for  services  rendered  in  the  car- 
rying of  freight,  must  be  cdnstrued  in  connection  with  the  other 
sections  of  the  Supervision  Statutes,  and,  when  so  done,  it  is  ap- 
parent that  it  has  no  application  where  the  tariff  rate  in  question 
has  been  approved  and  is  on  file  with  the  Railroad  Commission — 
it  only  applies  when  this  has  not  been  done. — Ibid. 
Carrier's  Observance  of  Rate  Approved  by  the  Railroad  Commis- 
sion Prohibits  Common-Law  Remedy  for  Overcharge: 
The  observance  by  the  carrier  of  the  rate  on  file  and  ap- 
proved by  the  Railroad  Commission,  where  the  law  prohibits  the 
carrier  from  charging  either  more  or  less  than  the  approved  rate, 
abrogates  the  common-law  remedy  of  the  shipper  to  recover  for 
an  overcharge  in  freight  on  the  ground  that  it  is  unreasonable 
and  extortionate. — Ibid. 

Statute  Prohibiting  Charging  More  Than  Rate  Specified  in  Bill 
of  Lading  Does  Not  Apply  to  Rate  Filed  and  Approved  by 
Railroad  Commission: 

The  clause  in  section  4839,  Code  of  1906,  section  7624m,  Hem- 
ingway's Code,  prohibiting  the  carrier  from  charging  more  than 
the  rate  specified  in  the  bill  of  lading  issued  by  its  authority,  has 
no  application  where  the  rate  charged  and  collected  is  on  file 
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LOSS  OF  OR   INJURY  TO  GOODS 
Freight    Agents'    Agreement   to    Purchase    Damaged    Goods    Held 

Unauthorized: 

(Supreme  Judicial  Court  of  Maine.)  An  agreement  by  a  lo- 
cal freight  agent  for  the  railroad's  purchase  of  a  damaged  ship- 
ment of  goods  is  outside  the  scope  of  his  employment  and  is  not 
binding  on  the  company.— A.  Gauthier  &  Son  vs.  Mines,  Director 
General  of  Railroads,  115  Atlantic  Reporter,  258. 

In  an  action  against  a  railroad  company  for  damaging  goods 
in  shipping,  where  the  company  had  disposed  of  damaged  goods 
and  tendered  the  proceeds  to  the  plaintiff,  direction  of  a  verdict 
for  plaintiff  for  that  amount  was  proper. — Ibid. 
Carrier  Liable  for  Loss  Caused  by  Strike  of  Its  Employes: 

(Supreme  Court.  Appellate  Term,  First  Department.)  A  car- 
rier may  by  express  contract  exempt  itself  from  its  common-law 
liability  as  an  insurer  against  loss  from  any  cause  except  the  act 
of  God'and  the  public  enemy,  but  not  from  liability  as  an  ordinary 
bailee,  for  its  own  negligence,  since  to  do  so  would  be  against 
public  policy— Hance  Bros.  Co.  vs.  American  Ry  Express  Co.,  190 
N.  Y.  S.  530. 

Act  to  Regulate  Commerce,  page  20.  as  amended  by  Acts  June 
29,  1906,  February  25,  1909.  June  18,  1910,  March  4,  1915,  and  Au- 
gust 9.  1916  (U.  S.  Comp.  St.  Sec.  8592,  8604a,  86o4  aa),  and  in- 
corporated in  the  Transportation  Act  of  1920.  declaring  common 
carriers  liable  to  the  lawful  holder  of  a  receipt  or  bill  of  lading 
for  any  loss  or  damage  caused  by  it  to  property  covered  thereby 
notwithstanding  any  limitation  of  liability  or  agreement  as  to 
value  therein,  supersedes  all  state  regulations  as  affecting  inter- 
state shipments. — Ibid. 

The  construction  of  a  statute  must  rest  on  the  language  used 
therein,  not  on  the  views  of  an  individual  member  of  the  Senate 
or  House  in  debate  on  the  measure;  such  views  not  representing 
the  reasons  for  the  majority  support  thereof. — Ibid. 

Under  Act  to  Regulate  Commerce.  December  20,  as  amended 
by  Acts  June  29,  1906,  February  25,  1909,  June  18,  1910,  March  4. 
1915,  and  August  9,  1916  (U.  S.  Comp.  St..  Sec.  8592,  8604a, 
8604aa),  and  incorporated  into  the  Transportation  Act  of  1920. 
declaring  a  common  carrier  liable  to  the  holder  of  a  receipt  or 
bill  of  lading  for  any  loss,  damage  or  injury  "caused  by  it"  to 
property  covered  thereby,  the  carrier's  liability  as  an  insurer 
may  be  modified  by  an  agreement  fairly  entered  into  with  the 
shipper,  but  such  agreement  must  not  include  exemption  from 
liability  due  to  ts  own  negligence  or  that  of  any  of  its  employes 
acting  within  the  scope  of  their  employment. — Ibid. 

CARRIAGE   OF   LIVE    STOCK 
Failure  of  Carrier  to  Notify  Shipper  of  Delay  Held  Negligence: 

(Kansas  City  Court  of  Appeals.  Missouri.)  Under  the  Car- 
mack  Amendment  (Comp.  St.  Sec.  8604a,  8604aa),  the  burden  of 
proving  actual  negligence  causing  delay  of  an  interstate  stock 
shipment  is  on  the  shipper,  and  unusual  delay  in  transporting  a 
shipment  is  not  presumptive  evidence  of  negligence — Holland  et 
al  vs.  Hines.  Director  General  of  Railroads,  et  al,  234  S.  W.  Rept. 
366 

In  live  stock  shippers'  action  for  negligent  delay,  evidence 
held  to  show  negligence  causing  delay. — Ibid. 

Where,  when  "stock  pick-up  extra"  train  reached  a  point  47 
miles  from  the  stockyards  and  market  at  3  o'clock  a,  m.,  the  con- 
ductor knew  that  there  would  be  delays  preventing  the  train 
from  reaching  the  stockyards  in  time  for  the  market  at  8  o'clock 
a.  m.,  it  was  negligence  for  the  carrier  to  fail  to  notify  shipper, 
loading  his  cattle  at  that  point,  of  that  fact. — Ibid. 


LOAN  TO  W.,  C.  F.  &  N.  RAILWAY 

The  Waterloo,  Cedar  Falls  &  Northern  Railway  Company 
has  applied  to  the  Commission  for  a  loan  of  $381,347  for  ten 
years  to  aid  It  in  meeting  interest  payable  January  1  and  July  1 
1922.  The  company  says  it  cannot  seccur*the  funds  desired  from 
any  other  source  because  the  credit  of  the  company  was  greatly 
impaired  while  under  federal  control  because  no  funds  were  fur- 
nished to  the  corporation  from  January  1,  1918,  to  late  in  No- 
vember, 1919,  with  which  to  take  care  of  its  maturing  interest. 

"In  addition  to  impaired  credit."  the  company  says,  "it  is  a 
matter  of  common  knowledge  that  the  strongest  railroads  cannot 
procure  money  at  the  present  time  without  excessive  rates  of  in- 
terest and  under  onerous  conditions." 
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MERCHANT  MARINE  SUBSIDY 

The  Traffic   H'orlJ   ll'aihinuli'ii   / 

Publication  of  what  he  characterized  as  only  a  "rough 
draft"  of  the  views  of  some  of  the  members  of  the  committee 
on  experts  appointed  to  make  recommendations  to  the  Shipping; 
Board  as  lo  various  forms  of  national  aid  for  the  American 
aii'i-ehant  marine  resulted  in  A.  D.  Lasker,  chairman  of  the 
Shipping  Board,  issuing  a,  statement  December  27  to  the  effect 
that  the  recommendations  had  not  been  presented  to  the  board 
and  that  he  would  not  approve  the  majority  of  the  recommenda- 
tions made.  He  declined  to  say  which  of  the  recommendations 
he  did  not  approve. 

Mr.  Lasker  said  he  did  not  see  any  hope  for  the  future  of 
i  he  American  merchant  marine  unless  a  subsidy  in  some  form 
was  provided  to  aid  it.  He  said  the  recommendations  of  the 

nmlttee  of  experts  constituted  merely  "the  first  rough  draft 

ol  thoughts  for  discussion  prepared  by  one  of  five  independent 
groups  whom  the  Shipping  Board  has  impressed  into  service  to 
make  a  study  of  the  whole  question."  He  said  the  committee 
already  liad  'withdrawn  some  of  the  suggestions  made. 

The  other  groups  which  are  studying  the  subsidy  question 
include  the  ship  operators,  ship  owners  and  ship  builders,  and 
marine  labor  leaders. 

Chairman  Lasker  said  when  the  board  had  completed  its 
recommendations  on  the  subsidy  question  a  report  would  be 
made  to  the  President.  He  said  he  expected  this  report  to  be 
made  about  February  1,  1922.  The  President  probably  will  go 
to  Congress  shortly  thereafter  and  submit  his  recommendations 
as  to  what  legislation  should  be  enacted  to  aid  the  American 
merchant  marine. 

Included  in  the  proposals  are  recommendations  for  the  es- 
tablishment of  a  $100,000,000  loan  fund  for  the  aid  of  American 
operators,  and  for  an  appropriation  of  $10,000,000  to  aid  in  the 
establishment  of  a  non-profit  making  corporation  which  would 
insure  government  ships  and  offer  hull  insurance  at  cost  to  pri- 
vately owned  American  vessels.  It  is  further  suggested  that,  if 
10  per  cent  of  the  customs  receipts  were  used  as  a  direct  aid  to 
American  ships,  approximately  $34,000,000  would  be  available  in 
the  fiscal  year  1922-23. 

The  recommendations  made  to  the  board  are  as  follows: 

The  key  to  the  situation  is  the  higher  cost  of  operation  of  ships 
under  the  American  flag  than  under  the  flag  of  any  of  the  other 
principal  maritime  nations.  The  higher  cost  of  operation  of  American 
ships  results  largely  from:  (a)  Higher  salaries  and  wages  paid  to 
American  officers  and  crew,  (b)  higher  subsistence  standards,  (c) 
higher  fixed  charges  due  to  excessive  rates  for  interest  and  deprecia- 
tion on  our  admittedly  higher  shipbuilding  costs,  as  well  as  to  costs 
that  are  higher  than  those  ordinarily  obtaining  in  foreign  countries 
on  marine  insurance  and  for  interest  on  money  invested  in  ship- 
building and  operations. 

The  subject  of  governmental  aid  to  the  American  merchant  ma- 
i  in.'  naturally  resolves  itself  into  two  main  divisions:  I.  Indirect  aid. 
II.  Direct  aid. 

I.  Indirect  Aid.     Measures  of     indirect  aid  suggested  are  the  fol- 

!S'ship  sales.  The  Shipping  Board  should  sell  its  remaining  fleet 
as  rapidly  as  possible  at  prices  not  to  exceed  the  prevailing  world 
market  price  for  similar  tonnage. 

2  Loan  fund.  By  amendment  of  Section  11  of  the  merchant 
marine  act,  a  merchant  marine  loan  of  about  one  hundred  million  dol- 
lars should  be  established  under  the  administration  of  the  Shipping 
Hi >.ud  for  the  purpose  of  making  loans  at  reasonable  rates  of  interest, 
not  to  exceed  5  per  cent  per  annum,  on  first  mortgages  on  American 
Hag  ships;  this  fund  not  to  be  limited  to  Shipping  Board  transactions, 
but  to  be  available  for  the  financing  of  all  American  ship  operating 
organizations. 

3.     Income  tax  relief,     (a)  In  order  to  create  an  incentive  for  ship- 

IKI-.S  to  use  American  flag  ships  and  as  a  stimulus  to  our  foreign  trade. 

.[eduction   from  net   federal  income  tax  payable   should   be  allowed 

mi   the  basis  of  a   small  percentage  of  the  freight  paid  by   exporters 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DEMAND 
and  THE  TRAFFIC  WORLD  is  the  logical  medium  for  getting  the 
men  and  the  positions  in  touch  with  each  other.  The  rates  for 
classified  advertisements  are  as  follows:  First  Insertion.  $1.00  per 
line,  minimum  charge,  J3.00;  succeeding  insertions,  per  line,  BOc;  10 
words  to  the  line:  numbers  and  abbreviations  counted  as  words; 
6  point  type:  payable  in  advance.  Answers  to  keyed  advertisements 
forwardded  free  and  all  correspondence  held  in  strict  confidence.  The 
TRAFFIC  WORLD.  418  South  Market  Street,  Chicago.  111. 

POSITION  WANTED — By  aggressive  young  man  of  27.  having 
broad  knowledge  of  traffic  management  as  applied  to  flour  milling  and 
mixed  feed  industries.  Understand  transit  principle  in  theory  and 
operation.  Can  supervise  and  co-ordinate  unloading,  packing  and 
loading  departments,  insuring  efficient  operation  on  most  economical 
basis.  References.  Address  F.  E.  S.,  Traffic  World,  Chicago. 
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BRENNAN  &  LEONARD 
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LAREDO,  TEXAS 
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Originators  of  package  car  service  to 
Mexico  City. 


Operators    of    through   package 
service  from  St.  Louis,  Kansas  City,  Chi- 
cago and  Dallas. 

Approximate  time  in  transit  from 
Laredo,  Texas,  to  Mexico  City,  eight 
days. 

We  are  the  connecting  link  between 
American  railways  and  the  Mexican  rail- 
ways. 


Have  banking  arrangements 
possible  shipper's  order  shipments  to  an 
points  within  the  Republic  of  Mexico. 

Assume  all  pilferage  risk  of  packages 
in  our  package  cars  south  of  the  border. 

Our  own  warehouses  in  Laredo,  Texas, 
and  Mexico  City. 

We  have  just  completed  a  pamphkt  IB 
concrete  form,  giving  complete  data  for 
the  benefit  of  the  American  shipper  in 
handling  his  business  with  the  Republic 
of  Mexico.  This  pamphlet  will  be  mailed 
upon  application. 

Now  operating  our  own  special  trains 
throughout  the  Republic  of  Mexico 
and  can  assure  prompt  and  efficient 
service  throughout. 


HAL  L.  BRENNAN 
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and  Importers  on  American  flag  vessels.     (It  is  left  open  for  consid- 
eration whether  a  similar  deduction  should   be  made   on   passenger 

(i>)  Through  co-operation  with  the  Treasury  Department,  or  by 
legislation,  a  greater  allowance  for  depreciation  for  income  tax  pur- 
poses should  be  made  on  ships,  in  order  to  make  the  depreciation 
allowance  more  accurately  represent  the  actual  depreciation  of  vessels 
and  to  give  effect  to  the  marked  slump  in  the  value  of  tonnage  during 
the  past  several  years. 

4.  Marine  insurance.     The  government  should  create  a  non-proflt 
making  corporation  to  insure  its  own  ships  and  to  offer  hull  insurance 
at  cost  to  privately  owned  American  vessels.     The  corporation  should 
be  managed  by  its  policyholders,  who  In  due  course  will  all  be  private 
ship  owners.    The  government  should  .authorize  the  Shipping  Board  to 
classify   American   ships  and  steamship   lines   for  Insurance   purposes 
and  to  insure  cargo  on  such  ships  or  lines  when  private  underwriters 
refuse  to  carry  the  insurance  upon  the  basis  of  the  board's  classifi- 
cation.   This  will  permit  the  board  to  give  a  first-class  rating  to  each 
operator  at  the  start  and  to  revise  the  rating  from  time  to  time  as  the 
actual  experience  of  the   operator  warrants.     The   net  effect  of   this 
will  be  to  offer  hull   insurance  to  American   ship  operators  at  about 
20  per  cent  below  the  present  cost  and  to  divert  cargo  to  American 
ships  through   the   elimination  of   the  present  adverse   differential   in 
cargo  insurance  rates. 

For  the  organization  of  the  non-proflt  making  corporation  a  $10,- 
000.000  loan  will  be  necessary,  this  ultimately  to  be  returned  to  the 
government.  The  cost  of  handling  cargo  insurance  will  involve  a 
loss  of  about  a  million  dollars  the  first  year  and  a  decreasing  amount 
each  year  thereafter,  the  loss  ultimately  vanishing. 

5.  Immigration.     Through   co-operation   with   the  Bureau   of  Im- 
migration of  the  Department  of  Labor,  regulations  should  be  prescribed 
and  legislation  enacted  that  would   assure   to  American   flag   passen- 
ger ships  at  least  BO  per  cent  of  the  immigration  coming  to  this  country 
from  abroad. 

6.  License  system.    For  the  better  regulation  of  foreign  flag  ship- 
ping touching  our  shores,  a  bill  along  the  lines  of  S.  2678,  providing  for 
a  licensing  system,  should  be  adopted. 

7.  Navigation   laws.     The   subject   of  amending  and  revising  the 
navigation  laws  has  been  a  matter  of  investigation  by  the  committee 
composed  of  leading  men  in  ship  operation  and  shipbuilding  and  the 
heads  of  the  maritime  labor  organizations. 

This  committee  was  appointed  by  the  Shipping  Board  and  has 
already  given  the  subject  considerable  consideration  and  made  some 
preliminary  reports.  The  entire  matter  is  too  extensive  to  discuss  in 
this  report,  and  it  is  recommended  that  its  discussion  be  deferred 
until  the  committee  on  navigation  laws  before  referred  to  has  made 
its  final  report.  The  committee  appreciates  the  importance  of  early 
decision  and  is  doing  everything  possible  to  expedite  the  completion 
of  the  work  which  will  enable  it  to  make  its  report  and  recommenda- 
tion to  Congress  for  such  legislation  as  may  be  necessary. 

8.  Sections  28  and  21.     It  is  generally  believed  that  considerable 
indirect  aid  will  result  from  the  making  effective  of  Section  28  of  the 
merchant  marine  act  providing  for  preferential  through  rates  only  on 
American  flag  vessels,  and  Section  21  of  the  act,  extending  the  coast- 
wise laws  to  our  insular  possessions  and  the  Philippines,  on  or  about 
February  1,  1922. 

9.  Naval  reserve.     For  the  purpose  of  making  for  the  more  effi- 
cient and  economical  operation  of  American  ships,  as  well  as  for  the 
building  of  a  trained  personnel  for  our  merchant  marine  naval  aux- 
iliary, there  should  be  co-operation  between  the  Shipping  Board  and 
the  Navy  Department  for  the  making  effective  of  legislation  providing 
for   additional   compensation   for  officers   and   crew    in   our   merchant 
marine  enrolled   in   the   naval  reserve.     Consideration   should   also  be 
given   in   connection   with   this   proposed   legislation    on    the   entry   of 
vessels  of  desirable  type  as  auxiliary  naval  ships,  on  terms  that  would 
oe  to  the  advantage  of  the  ship  owner  as  well  as  to  the  navy  itself. 

II.  Direct  aid.  While  American  shipping  can  be  assisted  by  meas- 
ures of  indirect  aid,  such  as  those  mentioned  above,  and  while  the 
committee  feels  that  all  indirect  aids  should  be  extended,  nevertheless, 
indirect  measures  alone,  in  view  of  the  higher  fixed  charges  and  oper- 
ating expenses,  will  not  be  sufficient  to  enable  American  ships  to 
operate  successfully  in  competition  with  the  ships  of  other  nations. 
Direct  financial  aid  will  also  be  required. 

As  to  the  amount  of  direct  aid  required  to  put  American  shipping 
on  a  parity  with  that  of  other  nations,  the  aim  should  be  to  put  our 
shipping  on  an  even  competitive  basis  with  British  shipping,  which 
is  the  dominant  factor  in  the  trade  of  the  United  States,  and  is  the 
greatest  factor  in  the  carrying  trade  of  the  world. 

This  differential  should  be  compensated  for  by  protection  In  the 
form  of  a  basic  payment  which  would  remunerate  American  ship 
operators  for  the  general  wage  and  subsistence  differential  between 
American  ships  and  British  ships  and  would  apply  to  all  American 
steamships  plying  in  and  out  of  United  States  ports,  regardless  of 
their  service;  that  is,  it  would  be  paid  to  passenger  steamers  and  to 
cargo  steamers,  whether  engaged  In  liner  or  tramp  service. 

Basic  differential.  Several  methods  of  computing  this  differential 
suggest  themselves:  (a)  Average  differential  based  In  percentage  on 
the  pay  roll  of  the  vessel  and  applied  only  to  American  citizens;  (b) 
average  differential  per  gross  ton  of  vessel  In  dollars;  (c)  based  on  a 
combination  of  speed,  tonnage  and  distance  covered. 

For  a  ship  of  8.800  tons  deadweight  or  5.700  tons  gross  register  the 
pay  roll  under  the  American  flag  is  $4.026  per  month;  under  the 
British  flag  it  is  $2,925,  or  a  monthly  difference  of  $1,100.  Between 
(12.000  and  $15,000  would  represent  the  ordinary  annual  differential  of 
coal  burner  to  coal  burner.  Assuming  that  7,500,000  gross  tons  would 
be  required  to  carry  the  major  portion  of  our  foreign  commerce  and 
computing  the  differential  on  the  basis  of  $2.50  per  gross  ton  per 
annum,  the  amount  necessary  to  be  provided  for  the  basic  remunera- 
tion would  be  $18,750,000. 

(a)  Based   on   percentage  of  pay  roll.     In   order  to   approximate 
[18.750,000  on  the  basis  of  percentage  of  the  pay  roll,  the  reimburse- 
ment should  be  on  the  basis  of  33H  Per  cent  of  the  sea  wages  paid 
to  officers  and  crew  who  are  American  citizens.    This  would  avoid  the 
need  of  any  limitation  or  requirement  as  to  the  number  of  American 
citizens  In  the  crew.     This  pay  roll  formula  would,  to  a  considerable 
extent,  meet  the  differential  of  wages  Involved  In  operating  both  high 
speed  and  passenger  ships.    This  method  is  preferred  by  a  majority  of 
the  committee. 

(b)  Differential  based  on  gross  tons.     A  rate  of  differential  per 
gross  ton  In  dollars  per  year  or  per  the  portion  of  the  year  a  ship  Is 
actually   employed   in   foreign   trade   is   the   method   of   fixing  the   re- 
muneration for  higher  wages  and  standards  of  living  aboard  ship  that 
was  embodied  in  the  bill  of  the  Galllnger  merchant  marine  commis- 
sion of  1904-1905.     This  was  adopted  because   It  seemed   to  be   more 
understandable  than  the  rate  per  ton  mile,  or  one  hundred  miles    pro- 
vided  In   the  Frye-Hanna   bills  of   1899-1902 — It  was   not   regarded  as 
more  precise  or  effective. 

The  advocates  of  this  plan  claim  that  this  method  of  establishing 
the  differential  per  gross  ton  in  dollars  per  year  has  the  advantage  of 
making  quickly  understandable  the  amount  of  differential  which  any 
ship  of  a  given  tonnage  would  receive  If  employed  a  year,  or  part  of  a 
year,  In  foreign  commerce. 


It  was  estimated  by  the  Oallinger  commission  that  $5  per  gross 
ion  would  provide  substantially  as  much  aid  as  the  per  ton  year  mile 
rate  of  the  slower  cargo  steamers  of  the  Hanna  bill.  What  is  proposed 
is  a  differential  at  the  basic  rate  of  $2.50  per  gross  ton  per  year,  as 
remuneration  for  the  higher  cost  of  wages  and  subsistence  of  American 
ships  when  actually  employed  in  foreign  trade. 

(c)  Differential  based  on  combination  of  speed,  tonnage  and  dis- 
tance covered.  Concerning  the  method  based  on  combination  of 
speed,  tonnage  and  distance  covered:  In  this  method  an  attempt  is 
made  to  combine  in  one  formula  the  total  subsidy  to  be  paid  to  a 
vessel.  As  boiled  down,  it  amounts  to  a  certain  number  of  cents  per 
gross  ton  for  each  100  miles  steamed  in  the  foreign  trade.  For  speeds 
up  to  14  knots  this  rate  is  constant;  including  and  beyond  14  knots  the 
rate  varies  with  the  square  of  the  speed.  The  reason  for  this  increase 
in  the  rate  Is  to  place  a  premium  upon  speed,  and  this  to  compensate 
for  the  greatly  increased  cost  of  operating  the  high  speed  vessels 
suitable  for  carrying  the  mails  in  time  of  peace  or  for  use  as  naval 
auxiliaries  in  time  of  war.  A  naval  auxiliary  in  order  to  keep  up  with 
the  fleet  must  be  able  to  maintain  a  sea  speed  of  at  least  14  knots. 
The  advantages  claimed  for  this  method  are  that  it  Is  logical,  simple, 
and  does  encourage  the  building  and  maintaining  of  vessels  suited  for 
lise  as  naval  auxiliaries.  By  adjusting  the  basic  rate  per  gross  ton 
for  each  100  miles  steamed.  It  can  be  made  to  produce  any  required 
subsidy  and  will,  it  is  believed  by  Its  proponents,  produce  a  logical 
result  for  each  speed  and  class  of  vessel  to  which  it  is  applied. 

2.  Postal  subvention.    We  regard  Section  24  of  the  merchant  ma- 
rine act  of  1920  as  a  valuable  means   to  encourage  the   building  and 
operation   of  passenger  vessels   of  adequate  size  and   speed   not  only 
to  provide  for  the  carrying  of  mails  but  as  possible  naval  auxiliaries. 
Under  this  section  the  Shipping  Board  and  the  Postmaster-  General  are 
authorized  jointly   to   determine  a  just  and  reasonable   rate   of   com- 
pensation to  be  paid  for  the  carriage  of  mails   to  American   vessels. 
We  recommend  that  a  sufficient  portion  of  the  remuneration  fund  be 
made  available  for  the  purpose  of  carrying  out  the  provisions  of  this 
section,  and.  after  consultation  with  the  Post  Office  Department    con- 
sider that  $8,000,000  per  annum   will  be  sufficient  for  the   purpose  of 
encouraging  the  construction  of  and  insuring  the  operation  of  a  suffi- 
cient number  of  passenger  vessels  of  size  and  speed  suitable  for  car- 
rying out  the  provisions  of  Section  24,  provided  that  contracts  author- 
ized by  this  section  can  be  made  for  periods  of  from  five  to  ten  years. 

The  aid  to  be  given  under  this  section  is  to  supplement  the  aid 
given  under  plans  (a)  and  (b),  but  would  be  unnecessary  under  plan 
(c),  which  sufficiently  covers  the  subject. 

3.  Aid  for  special  types.     A  special  subvention   for  experimental 
types  of  design  and  propulsion  is  probably  not  required  because   the 
board  possesses  a  surplus  of  vessels  having  excellent  hulls   but  poor 
machinery,  and  assistance  for  the  building  of  experimental  machinery- 
can  best  be  given  in  the  supplying  of  these  hulls  at  very  low  prices  to 
purchasers   undertaking   to   install   special   machinery.      Special    types 
of  ships,  the  building  of  which  it  Is  desired  to  encourage,  may  also  be 
stimulated  through  the  construction  and  general  loan  funds 

4.  Pioneer  results.     Special  services  which  may  still  be   non-ex- 
istent or  Inadequate  and   new  trade  routes  not  attractive   to  private 
capital  may  be  fostered  and  encouraged  through   any   one  of  several 
methods:     (a)   Bare  boat  chartering  on  a  nominal  basis;   (b)   under  a 
managing  operator's  contract  until  such  time  as  the  route  is  attractive 
to  private  capital;   (c)  under  the  principle  of  competition,  that  Is,  by 
prescribing  the  route,  the  service,  and  requesting  bids  for  the  mainte- 
nance of  such  service. 

III.  The  fund.  Customs  receipts:  The  fund  for  the  payment  of 
direct  remuneration  should  be  created  by  diverting  10  per  cent  of 
the  customs  collections  on  imports  into  a  special  fund  to  be  admin- 
istered by  the  Shipping  Board  for  the  purpose  of  paying  the  remunera- 
tion to  American  ships  on  the  basis  adopted 

t  is  estimated  that  for  the  fiscal  year  1922-1923  the  customs  re- 
£  P«AnxSiSu?  nnt  to  about  $300,000,000,  and  10  per  cent  thereof  would 

DC    530,000,000. 

Tonnage  taxes:  This  remuneration  fund  should  be  augmented  by 
adding  thereto  the  tonnage  taxes  collected  in  American  ports  from 
all  ships,  American  and  foreign.  These  tonnage  taxes  for  the  ensuing 
fiscal  year  It  is  estimated  will  be  $2,000,000,  on  the  present  basis,  but 
the  increase  in  tonnage  dues  proposed  under  the  pending  measure 
is  made  effective  the  taxes  would  probably  amount  to  $4,000.000. 

The  amount  thus  raised,  approximating  $34.000.000,   may  be  suffi- 

cient to  reimburse  somewhat  more  than  the  differential  in  operating 

f^ref™        subventions  on  the  minimum   of  50   per  cent  of  American 

foreign  commerce    which  is  the  basis  of  this  study.     It  is  hoped  that 

within  a  reasonable  period  the  remuneration  proposed  would  result  In 

M-,™   ?   *°   tne   American   flag   a   considerably   larger   proportion   of 

V"*i;     f  tel  commerce,  and  if  this  desideratum  were  brought  about  all 

of  the  fund  suggested  would  be  required  and  should  be  available 

as    an.  annual   governmental    subvention    given    in    ac- 
a  uni'or™  rule  to  owners  of  vessels  of  different  types 


fl  *  i  een      ypes 

rtftlr,™  nf  ™™S  grated  in  dissimilar  service  and  under  varying  con- 
ditions of  competition  may  cause  the  owners  of  some  vessels  to  receive 
aJf^LSSf^lSS  1ncome  substantially  in  excess  of  a  fair  return  upon 
??e«  ™rL™  5eKPr°P<r?y  hel<J,  f°F  and  used  in  the  transportation  seVv- 
Ices  performed  by  said  vessels,  it  should  be  provided  that  any  vessel 

™™r«thrattreC,eiEes  8uch  an  lncome  ln  exce^s  °f  a  fair  retuVn  shal 
added  tnPt£  ft™^«?C»<??f  J°  «Je.  United  States  Shipping  Board,  to  be 
added  to  the  fund  for  the  aid  of  the  merchant  marine. 

sever!]  *nv£™n,LCOn8id,!ratl0,n8-  A]'  vforms  of  assistance  should  have 
of  ™rrn?£»™  ?  considerations:  (a)  Just  as  far  as  possible  the  idea 
rn,,Pfl  ^  nence  should  be  kept  In  mind  so  ship  owners  and  operators 
without  h»^yhbe  assured  °"$  .tne  '«?l«latlon  would  not  be  repealed 
venr?  fw^uff«rm  ^"A  falr  trial  °ver  a  term  of  at  least  ten 
years.  (D)  All  forms  of  assistance  to  apnlv  eauallv  na  far  aa  nn««thl«> 

lVrITcfeTyhe°vW*hed  ttnhna8?  haV,mff  <»S3SU3SSiS  "'£  itl^quiva- 
auestloni  or  £,,ftmedfbe  °A  ?"ch.  nature  as  far  as  possible  to  eliminate 
choteenf  «AW  <g3l  M  aFd  the  human  elements,  as,  for  example,  the 
otherthsr,  h^tl",  ldUa'iCOmpanles  or  a  determination  of  efficiency 
be  ?[mnle  B=y^«  tw  tu  aL  on.e  °,f  success  or  failure,  fd)  Thev  should 
*£?  ?£°Uld  avold  a  Complex  series  of  rules  not 
y  tle  averase  citizen,  or  which  might  be 

wlth 


be 
"beaten  " 


LASKER  URGES  STATE  AID 

TT,  .  «Jlom  th,S.,Nautlc*l  Gazette.  December  17) 
r™,~  address  this  week  to  the  Milwaukee  Association  of 
Commerce,  Chairman  Lasker  of  the  Shipping  Board  took  occa- 
r»ep/£i  certain  queries  propounded  by  "The  Traffic 
°  h  Ca^°'^Wh  ch  be  says  epitomize  the  opposition  of 
A  ^d  tbe  'S110™111  to  the  great  enterprise  of  a  re- 
American  merchant  marine.  One  of  the  questions 
>  7  ™\A  the  Amer'can  public  be  taxed  for  the 
a  natlo?al  merchant  fleet,  which  is  being  run 
our  ocean-borne  commerce  could  be  carried  more 
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PORT  OF  NEW  BEDFORD 

The  Southern  Gateway  to  Industrial  New  England 


A  large,  sheltered  harbor. 

Modern   steel   and   concrete   pier    ac- 
commodations for  large  vessels. 

Up-to-date  freight  handling  facilities. 

Served  by  N.  Y..  N.  H.  &  H.  Railroad 
with  tracks  direct  from  pier. 

Modern  warehouse  space  on  pier  and 
in  port,  totalling  1,250,000  sq.  ft. 

Direct  steamer  service  to  Lisbon,  Por- 
tugal, via  Azores  Islands. 


An    Opportunity    for    Shipping    Interests! 

Recognized  as  the  chief  cotton  concentration  point  and  storage 
center  in  New  England,  this  port  handles  annually  fully  750,009 
bales.  Mills  consuming  1,250,000  bales  each  year  are  situated 
within  easy  motor-trucking  distance. 

Most  of  this  cotton  now  come*  by  rail  but  can  be  transported 
from  the  South  by  water  much  more  advantageously  and  cheaply 
were  there  direct  water  connection  with  Southern  ports. 

Overwhelming  volume  of  outgoing  traffic  from  New  England's 
thousands  of  industrial  plants  to  draw  from  for  return  cargo. 


Much  Quicker  Service  and  Lower  Handling  Charges  Than  in  More  Congested  Ports 


Full  co-operation  will  be  given 
in  developing  traffic  through 
the  port.  Market  and  business 
data,  credit  information,  etc., 
furnished  on  request. 


Write  to  any  of  the  following  firms: 

David  Duff  &  Son  New  Bedford  Boiler  and  Machine  Co. 

Greene  &  Wood  New  Bedford  Storage  Warehouse  Co. 

Gunning  Boiler  and  Machine  Co.  Slocum  &  Kilburn 

or 

New  Bedford  Board  of  Commerce,    New  Bedford,  Mass. 


PORT 

ARTHUR 

ROUTE 


THE  KANSAS  CITY  SOUTHERN 
RAILWAY  COMPANY 


PORT 

ARTHUR 

ROUTE 


Wishes  You  a  Happy  and  Prosperous  New  Year 

That  the  New  Year  may  bring  to  you  that  prosperity  which  we  are  all  looking  forward  to  is  our 
earnest  wish  and  desire.  Efficiency  in  Railroad  service  is  one  of  the  necessary  precautions  to  bring 
you  this  most  desirable  result. 

Previous  issues  of  the  TRAFFIC  WORLD  contained: 

Map  of  the  Kansas  City  Southern  Railway. 

Schedule  of  Manifest  Service.  . 

Schedule  of  Package  Car  Service. 

Information  as  to  Terminal  Service  and  connections  with  other  lines;  and, 

Information  of  Value  to  Shippers  and  Receivers  of  freight. 

In  soliciting  your  business  we  feel  that  the  service  we  are  rendering  and  the  attention  we  are 
giving  to  your  traffic  will  be  one  of  the  means  of  bringing  this  prosperity  to  you.  We  solicit  in- 
quiries as  to  our  service  or  any  information  as  to  the  distributing  territory  we  reach,  the  use  of  Port 
Arthur,  Beaumont,  New  Orleans  or  Galveston  for  your  export  or  import  traffic;  to  the  service  that 
is  being  rendered  to  Mexico  via  the  various  Rio  Grande  crossings  and  through  the  Gulf  Ports  to 
Tampico  and  Vera  Cruz ;  and  any  other  matters  that  may  be  of  interest  to  the  receivers  and  shippers 
of  freight.  Our  purpose  is  to  serve  you  in  such  a  manner  as  to  encourage  you  to  entrust  your  traffic 
to  our  care  and  to  merit  an  increased  tonnage.  We  maintain  General  Agencies  at  many  important 
centers  throughout  the  country  where  information  can  be  obtained,  but  we  will  be  very  glad  to  have 
you  take  up  with  this  department  any  matters  of  interest  to  you  pertaining  to  our  handling  of  your 
traffic. 


H.  A.  WEAVER,  G.  F.  A. 
Kansas  City,  Mo. 


J.  F.  HOLDEN,  Vice-President 
Kansas  City,  Mo. 
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cheaply  in  foreign  bottoms?  In  answer  to  this  interrogation, 
Mr.  Lasker  gave  two  reasons  for  an  American  merchant  marine 
supported  by  state  aid  being  essential  to  our  economic  progress. 
The  first  is  that  we  cannot  rely  on  other  nations  furnishing  us 
with  the  tonnage  required  to  carry  our  products  to  foreign  mar- 
kets, while  in  the  second  place  the  payment  of  large  sums  to 
foreign  shipowners  for  the  carriage  of  cargoes  overseas  is  in- 
jurious to  our  national  prosperity. 

It  is  Mr.  Lasker's  contention  that,  were  we  to  be  dependent 
hereafter  on  other  maritime  countries  for  the  transportation  of 
the  bulk  of  our  sea-borne  commerce  as  in  the  half  century  pre- 
ceding the  outbreak  of  the  world  war,  our  commerce  might  be 
dealt  a  deadly  blow  in  a  time  of  intense  international  trade 
competition  through  our  rivals  at  sea  refusing  "even  at  a  seem- 
ing loss  of  profit  to  themselves"  to  supply  the  ships  needed  to 
carry  our  products  abroad.  This  argument  is  based  on  the 
.  erroneous  assumption  that  foreign  shipowners  are  bent  on  pro- 
moting the  trade  of  their  own  native  land  and  eager  to  injura 
that  of  its  possible  commercial  rivals.  Nothing  could  be  further 
from  the  truth.  As  someone  has  aptly  said  "sea  transportation 
is  a  business,  not  a  religious  or  sentimental  activity."  We  know 
of  no  case  where  a  shipowner  refused  to  carry  a  cargo  for  a 
foreigner  on  the  ground  that  such  transportation  would  be  in- 
jurious to  his  own  country's  trade. 

In  saying  that  the  amount  paid  by  American  citizens  in 
the  shape  of  freights  to  foreign  shipowners  is  diverted  from  our 
national  wealth  and  forever  lost  to  us,  Mr.  Lasker  is  merely 
reviving  an  old  argument  which  has  been  repeatedly  brought 
forward  by  advocates  of  subsidies  to  our  merchant  marine.  Forty' 
years  ago  the  late  James  G.  Elaine  made  the  same  assertion  to 
the  New  York  Chamber  of  Commerce.  It  is  difficult  to  see, 
however,  why  the  payment  of  freight  money  to  foreigners  should 
mean  the  subtraction  of  an  equivalent  amount  from  our  national 
wealth.  It  would  be  just  as  logical  to  claim  that  whenever  we 
purchased  goods  from  foreigners  we  were  out  of  pocket  to  the 
extent  of  the  sum  thus  expended.  In  either  case  "wealth  is 
traded  abroad,"  to  -use  Mr.  Lasker's  phrase.  Yet  no  one  would 
seriously  claim  that  the  buying  of  articles  from  alien  traders 
leads  to  our  impoverishment  and  that  we  would  be  better  off 
if  we  had  no  dealings  with  foreign  nations  and  kept  our  money 
at  home.  Instead  of  its  being  a  losing  transaction,  as  Mr.  Lasker 
would  have  us  believe,  most  hard-headed  business  men  will  In 
our  estimation  take  the  view  that,  if  we  pay  British,  Norwegian 
and  other  foreign  shipowners  large  sums  for  freighting  services, 
which  it  would  cost  a  great  deal  more  to  perform  ourselves,  we 
profit  rather  than  suffer  by  such  an  arrangement.  Unless  better 
arguments  than  those  urged  by  Chairman  Lasker  are  brought 
forward,  the  American  public  is  not  likely  to  be  convinced  of 
the  desirability  of  a  state  aided  merchant  fleet  supported  with 
funds  from  the  national  treasury. 


MISSOURI  PACIFIC  OCEAN  BOOKINGS 

O.  C.  Olsen,  foreign  freight  agent  of  the  Missouri  Pacific, 
has  taken  exception  to  the  reference  to  the  Missouri  Pacific  in  a 
summary  of  the  Commission's  report  to  the  Senate  on  railroad- 
steamship  contracts  and  agreements,  which  was  published  in 
The  Traffic  World,  November  26,  p.  1105.  It  was  stated  in  this 
summary  that:  "The  Missouri  Pacific,  under  agreements  with 
the  Harrison  Line  via  New  Orleans,  the  Leland  via  New  Orleans, 
the  Elder-Dempstem  Line  via  New  Orleans,  and  the  Norton  Lilly 
Line  via  New  Orleans,  received  1,639  tons  of  freight  and  delivered 
10,476  tons  of  freight." 

Mr.  Olsen  says  the  reference  to  the  Missouri  Pacific  is  mis- 
leading because  the  company  has  no  agreements  with  the  steam- 
ship lines  named. 

"This  exchange  of  tonnage  is  simply  the  result  of  ocean 
bookings  made  primarily  direct  by  shippers  with  the  steamship 
lines  and  merely  confirmed  by  the  railway  carrier,  and  the  im- 
ports represent  certain  traffic  that  consignees  directed  routed  in 
connection  with  our  line  at  New  Orleans  and  does  not  reflect  in 
any  way  a  preferential  working  arrangement  or  agreement  of  any 
description,"  said  he. 

The  resolution  adopted,  by  the  Senate  directed  the  Commis- 
sion "to  send  to  the  Senate  copies  of  all  agreements  on  file  with 
it  between  railroads  in  the""  United  States  and  steamship  lines  or 
companies  operating  from  ports  of  the  United  States  in  the  for- 
eign trade  and  to  give  the  Senate  all  information  in  its  possession 
with  respect  to  the  amount  of  freight  handled  under  each  of 
such  agreements." 

In  responding  to  the  resolution  the  Commission  prepared  a 
tabulated  statement  showing  exchange  of  tonnage  between  the 
steamship  lines  and  the  railroad  companies  named  therein  under 
the  following  heading: 

"Statement  of  quantity  any  kind  of  traffic  received  from  and 
delivered  to  steamship  lines  engaged  in  foreign  commerce,  by  the 
railways  named,  during  the  year  ended  December  31,  1920,  com- 
piled from  reports  rendered  to  the  Interstate  Commerce  Com- 
mission in  Statistical  Series  Circular  No.  14,  'Contracts  and  traf- 
fic between  railroads  and  steamship  lines  in  foreign  commerce.'  " 

The  Missouri  Pacific  and  the  steamship  lines  named  in  con- 
nection with  that  company  with  the  tonnage  exchanged  was  set 
forth  in  the  statement. 

In  Statistical  Series  Circular  No.  14  the  Commission  asked 


specifically  for  a  statement  of  the  movement  of  tonnage  under 
contracts  or  agreements  between  railroad  companies  and  steam- 
ship companies 

"If  the  carrier  addressed  has  no  such  contracts,  this  circular 
should  be  returned  with  a  notation  to  that  effect,"  the  Commis- 
sion said  in  a  notice  to  carriers  prefacing  the  order  calling  for 
copies  of  agreements  and  the  amount  of  tonnage  moved  there- 
under. 

Officials  of  the  Commission  who  had  charge  of  the  compila- 
tion of  the  reports  from  carriers  said  it  was  assumed  that  if  a  car- 
rier replied  to  the  circular  and  gave  the  amount  of  tonnage 
moved,  the  tonnage  had  moved  under  an  agreement  or  contract, 
as  otherwise  a  report  was  not  required. 

The  Missouri  Pacific,  however,  filed  no  copies  of  contracts 
and  agreements  with  the  Commission,  and  it  should  not  have, 
filed  a  report  of  the  tonnage  exchanged  by  it  with  steamship 
companies.  The  inclusion  of  the  Missouri  Pacific  in  the  list  of 
railroads  having  contracts  or  agreements  with  steamship  com- 
panies was  not  due  to  error  on  the  part  of  The  Traffic  World  in 
making  a  summary  of  the  official  tabulated  statement  sent  to  the 
Senate. 


UNITED  AMERICAN   LINES  LEASE   PIER 

The  United  American  lines  have  leased  Pier  32;  North  River, 
Foot  of  Canal  Street,  New  York,  for  the  use  of  steamers  of  the 
American-Hawaiian  Steamship  Company's  intercoastal  service, 
for  which  the  United  American  Lines  are  managing  agents.  This 
arrangement  has  been  made  in  order  to  give  Manhattan  con- 
signees the  advantage  of  centrally  located  pier  facilities. 


RETURN  OF  GOODS  FROM  CUBA 

An  important  measure  of  relief  to  the  owners  of  American 
goods  that  have  been  holding  in  Cuban  ports  is  contained  in  the 
presidential  decree  of  November  28,  1921,  according  to  the  De- 
partment of  Commerce.  "Imported  goods  which  have  been  de- 
clared for  consumption  in  Cuba  may,  for  a  period  of  120  days,  be 
returned  to  the  port  of  origin  without  the  payment  of  duties, 
upon  request  by  the  importers  or  their  legal  representatives.  Ex- 
portation must  be  effected  within  a  period  of  30  days which  is 

not  subject  to  extension from  the  date  of  request,"  said  the 

department. 

"The  concession  is  largely  the  result  of  I  epresentations  on 
behalf  of  American  interests,  made  through  the  legation  at  Ha- 
bana  by  Commercial  Attache  Chester  Lloyd  Jones.  The  son-, 
signees  of  merchandise  now  holding  in  the  Cuban  customhouses 
who  lack  funds  to  clear  their  goods  through  the  customs,  and 
representatives  of  American  houses  who  find  the  present  market 
conditions  in  Cuba '  unfavorable  for  the  entry  of  goods  shipped, 
will  thus  be  permitted,  for  the  period  of  the  concession,  to  re- 
turn the  merchandise  to  the  United  States  without  payment  of 
Cuban  import  duties." 


FT.   SMITH    &    WESTERN    REORGANIZA- 
TION 

The  Traffic   World   H'ashinglon  Rur,\:u 

Approval  has  been  given  by  the  Commission  to  the  plans 
for  rehabilitating  the  Fort  Smith  &  Western,  on  the  plan  pro- 
posed by  A.  C.  Dustin,  which  calls  for  a  reduction  in  capital 
liabilities,  something  that  has  seldom  been  done  in  the  reor- 
ganization of  a  railroad.  But  the  Commission's  approval  is 
conditioned  upon  a  still  further  reduction,  not  in  the  total  of 
capital  liabilities,  but  in  the  amount  of  the  fixed  charges  arising 
out  of  the  first  and  second  mortgage  bond  issues. 

Dustin  proposed  an  issue  of  $1,500,000  20-year  7  per  cent 
gold  bonds  upon  all  the  properties  to  be  acquired  from  the 
bondholders'  protective  committee  at  the  foreclosure  sale,  which 
property,  so  acquired,  is  to  also  secure  an  issue  of  $3,500,000 
of  bonds  redeemable  at  102  and  accrued  interest,  at  any  interest 
period,  and  $3.744,000  of  second  mortgage  20-year  6  per  cent 
gold  coupon  bonds,  the  whole  issue  of  that  class  to  be  $10,- 
000,000  redeemable  at  102  and  accrued  interest,  provided  that 
the  interest  on  the  last  mentioned '  issue  should  be  non-cUmu- 
lative  for  the  first  five  years  and  payable  only  if  and  When 
earned. 

The  Commission  approved  the  plan  upon  condition  that 
the  interest  rate  on  the  $1,500,000  issue  be  reduced  to  not  ex- 
ceeding 6  per  cent,  and  on  the  second  mortgage  bonds  at  not 
more  than  5  per  cent,  to  be  paid  during  the  first  ten  years,  if 
and  when  earned. 

A  comparison  of  the  liabilities  of  the  old  company  with  the 
liabilities  of  the  new,  as  proposed  by  Dustin,  shows  n  reduction 
of  $1,366,000  in  capital  liabilities  and  $159.000  in  fixed  interest 
charges. 

The  Commission  also  authorized  the  new  company  to  issue 
62,400  of  an  authorized  total  of  70.000  shares  of  no-par  stock. 

The  plan  calls  for  the  assumption  by  the  new  company  of 
receivership  certificates  amounting  to  $348,000,  $23,643  of  equip- 
ment obligations  and  $231,000  of  short  term  notes.  The  Com- 
mission called  attention  to  the  fact  that  no  application  to  assume 
responsibility  had  been  made.  It  therefore  held  open  that  part 
of  the  case.  Delaware  issued  the  charter  for  the  new  company. 


December  ::i. 


THE    TRAFFIC     WORLD 


Because  You  Are 
Vitally  Interested 


IN  THE 


General  Rate 
Inquiry  Hearings 

Which  Are  to  Be  Resumed  on 

JANUARY  11 

You  will  be  glad  to 
know  that  they  will 
be  promptly,  fully 
and  carefully  reported 


IN 


The  Daily  Traffic  World 

and  that  we  will  ac- 
cept your  trial  sub- 
scription to  this  ex- 
pedited service  for 
a  period  of  Thirty  or 
Sixty  Days. 

Samples  and  full  information  free 

The  Traffic  Service  Corporation 

418  South  Market 
CHICAGO,  ILL. 


UNITED  AMERICAN 


LINES. 


INC. 


Managing  Agent*: 

American-Hawaiian  Steamship  Co. 

American  Ship  and  Commerce  Navigation   Corp'n 

General  Agent*:  Hamburg- American  Line 

American -Hawaiian  S.  S.  Co. 

INTERCOASTAL  SERVICE 

Between  New   York,   Boston,   Philadelphia  and  Los 
Angeles,  San  Francisco,  Portland,  Seattle  and  Tacoma 

Boaton  Phi  la.  New  York 

8.8.  PANAMAN     Dec.  31 

8.8.  ARIZONAN     Dee.  Jl  Jan.    S 

S.S.  OHIOAN     Jan.    7  Jan.  12 

S.S.   FLORIDIAN      Jan.  14  Jan.  19 

8.8.  KENTUCK1AN     Jan.  21  Jan.  26 

Sailings    every    Thursday    from    New    York,    every 

other  Saturday  from   Boston  and  Philadelphia, 

and  fortnightly  from  the  Pacific  Coast  ports 


EUROPEAN  SERVICE 

U.  8.  Pacific  Coast  Port*  to  the  Principal  Porta  of  the  United 

Kingdom    and    Continent — Direct    Fort- 

nirhtlr    Sailingi 


Joint  Service*  with 

Hamburg-American  Line 
To  Hamburg 

NEW  YORK  TO  HAMBURG 

S.S.  "MOUNT    CLINTON     ..Jan.    5 

S.S.  ORECONIAN    JBn      7 

8.8.  tWUERTTEMBERG    .  .Jan.  12 

8.8.  'MOUNT   CLAY    Jan.  19 

S.S.  tBAYERN    Jan.  26 

S.S.   'MOUNT     CARROLL     Feb. 

S.S.  tHANSA      Feb.     9 

•Carrie*  thlrd-elau  paiaengen. 

tCabin   and   thlrd-clasa   paaaengera 

LOADING  PIER  86.  NORTH  RIVER 

PHILADELPHIA  TO  BREMEN  AND  HAMBURG 

8.8.  THEMISTO    (via  Baltimore) . .  Jan.  21 

S.S.  CLARKSBURG     (via    Baltimore)     Mar.     1 

BOSTON  TO  BREMEN  AND  HAMBURG 

S.S.  CLARKSBURG    (via    Baltimore    and    Norfolk)..      ..Jan.  5 
S.S.  CALLISTO    (via   Baltimore  and   Norfolk)    Feb.     8 

BALTIMORE  TO  BREMEN  AND  HAMBURG 

8.8.  CLARKSBURG    (via    Norfolk) .  .Jan.  12 

S.S.  THEMISTO ..Jan.   28 

S.S.  CALLISTO    (via    Norfolk)     ..Feb.   16 

S.S.  CLARKSBURG      ;  .  i Mar.     9 

NORFOLK  AND  NEWPORT  NEWS  TO  BREMEN 
AND  HAMBURG 

S.S.  CLARKSBURG     Jan.  14 

S.S.  CALLISTO      Feb.  18 

NEW  ORLEANS   TO   BREMEN   AND  HAMBURG 

S.S.  WESTERWALD    Early    January 

S.S.  SACHSENWALD Early    February 

Through  bills  of  lading  via  Hamburg  laaned  to  all  Scandinavian 
and  Baltic  PorU 

NEW  YORK  TO  DUTCH  EAST  INDIES 

Penang,    Belmwan-Deli,    Port    Swettenham.    Singapore,    Batavla, 
Samarang,    Soerabaya 

S.S.  WEST   CAMPGAW    Jan.   1* 

Loading    Pier    21,    Pouch    Terminal,    Clifton.    S.    I. 

NEW  YORK  TO  NORTH  AFRICA,  MALTA, 
EGYPT,  LEVANT,  RED  SEA  PORTS 

8.8.  WEST    CAMPGAW    Jan.  10 

Loading    Pier    21,    Pouch    Terminal.    Clifton.    S.    L 

General  Offices:  39  BROADWAY,  New  York 

Telephone  WHITEHALL   1020 
WESTERN  FREIGHT  OFFICE 

127  South  LaSalle  Street,  Chicago  Phone  Wabaah  4891 

BRANCH    OFFICES 

40  Central  Street,  Boaton  Phone  Fort  BUI  9084 

Bourse  Bldg..  Philadelphia  Phone  Lombard  7050 

Oliver  Bldg.,  Pittsburgh  Phone  Grant  74.11-2 

GENERAL    PACIFIC    COAST    AGENTS 

Williams,  Dimond  *  Co.,  J10  8. worn.  St..  San  Franriaeo 
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The  Open  Forum 

A  Department  for  the  Discussion  by  Readers  of  THE  TRAFFIC  WORLD  of  Transportation 

Questions  of  Interest  to  Traffic  Men 


MISQUOTATION  OF  RATES 

Editor  The  Traffic  World: 

In  discussing  "Misquotation  of  Rates,"  I  wish  particularly 
to  refer  to  J.  R.  Burch's  remarks  as  printed  in  The  Traffic  World, 
December  17. 

In  reading  a  certain  article  on  "The  Interpretation  ot 
Tariffs,"  I  was  informed  that  there  are  over  400,000  tariffs  from 
which  rates  may  be  obtained  in  the  United  States  proper.  These 
tariffs  are  being  constantly  revised  or  superceded  by  other  issues, 
which  means  that  if  the  rate  clerk  is  not  on  his  job  (and  fre- 
quently happens  if  he  is  on  the  job)  a  misquotation  is  the  result 

To  the  ordinary  layman  or  business  man  a  tariff,  is  a  tariff 
for  all  of  that.  He  demands  a  rate  and  gets  it  If  in  the  course 
of  time  he  finds  that  that  rate  is  incorrect  he  comes  back  at 
the  rate  clerk  and  demands  an  explanation.  The  clerk  informs 
him  that,  as  accurate  as  he  tries  to  be,  yet  he  does  make  mis- 
takes, and  informs  him  he  is  sorry,  etc.  How  often  is  this  same 
identical  situation  going  to  present  itself? 

These  very  same  business  men,  when  told  of  the  advantages 
of  a  traffic  man,  the  time,  money  and  labor  they  would  be  able 
to  save,  give  a  courteous  reply,  when  approached,  that  it  is  a 
fine  thing  and  all  that,  but  we  do  not  care  to  interest  ourselves. 
Why  they  take  this  stand  I  am  unable  to  learn. 

R.  E.  Sagendorf,  Pres., 
Kingston  Traffic  Bureau. 

Kingston,  N.  Y.,  December  21,  1921. 

Editor  The  Traffic  World: 

May  I  add  my  mite  to  the  discussion  on  "Misquotation  of 
Rates"?  This  is  a  subject,  like  many  others,  on  which  unlimited 
criticism,  whether  founded  on  facts  or  not,  can  be  indulged  in. 
If  the  criticisms  are  of  a  constructive  nature  and  offer  meritori- 
ous methods  to  overcome  fully  established  faults,  they  are  bene- 
ficial. If,  however,  they  are  simply  to  provide  a  vehicle  for  the 
airing  of  our  grouchy  feelings,  they  are  worthless. 

Now,  relative  to  our  subject  under  discussion.  There  was 
a  time  within  the  memories  of  most  of  us  when  special  rates 
were  carried  under  hat  bands  and  in  inside  pockets — when  it  was 
necessary  to  "get  next"  to  the  proper  party.  That  is  history. 
Today  all  items  entering  into  transportation  costs  by  carriers 
coming  under  the  Interstate  Commerce  Act  are  carefully  de- 
termined, indexed,  published  and  passed  on  to  the  public  as 
their  rates  by  a  duly  constituted  and  lawful  authority.  They 
are  not  the  carriers'  rates,  but  your  rates  and  my  rates.  Now 
If  our  rates  are  vitally  important  in  our  business  why  should 
we  trust  such  matters  to  rate  clerks  whom  we  may  not  know 
or  have  never  seen?  I  cannot  conceive  of  a  responsible  traffic 
director  accepting  without  verification  a  quoted  rate.  The  car- 
riers are  not  charged  with  the  quotation  of  correct  rates.  They 
are  charged  with  collecting  the  legal  or  published  rate  for  the 
corresponding  service,  and  the  public  is  charged  with  knowing 
and  paying  such  rates  or  charges.  If  you  take  chances  on  short 
cuts  that  have  proved  costly  to  others  and  get  "stung,"  be  game. 
Don't  kill  the  poor  rate  clerk.  Just  take  a  day  off  and  hang 
around  his  desk  and  those  dormant  sympathies  will  begin  to 
warm  up. 

Now,  if  you  really  feel  the  carrier  should  be  held  strictly 
responsible  for  quoting  you  the  lowest  rate,  no  matter  how 
laborious  to  compile,  just  trade  places  with  the  rate  clerk  for 
a  day.  In  comes  a  request  for  the  very  lowest  rate  on  a  com- 
modity moving  on  less  carload  and  carload  rates  from  Boston 
to  Houston,  Texas.  Figure  out  for  yourself  the  different  combina- 
tions. To  begin  with  there  is  15  or  more  standard  all-rail  combi- 
nations. For  each,  two  separate  factors  must  be  used — to  and 
from  the  basing  point.  Next,  of  the  15  or  more  combinations, 
single  out  Chicago,  St.  Louis  and  Cincinnati,  to  which  you  must 
consider  the  standard  all-rail,  differential,  rail-and-lake,  and 
ocean-and-rail  rates.  Now  you  see,  on  a  strictly  class  rate  propo- 
sition, on  these  three  combinations  you  have  been  obliged  to 
combine  48  separate  rates  to  ascertain  24  through  rates.  Don't 
forget  you  are  the  rate  clerk  and  must  go  through  the  other 
twelve  or  more  combinations,  and  then  still  more,  you  must 
not  overlook  the  coastwise  tariffs.  Now  while  you  are  getting 
this  conglomeration  in  form  to  present  to  your  friend  (?)  an- 
other friend  (?)  drops  in  and  wants  the  very  lowest  rate  on 
a  commodity  from  Boston  to  a  point  in  Oklahoma,  in  less  car- 
loads and  carloads,  that  is  subject  to  an  additional  arbitrary, 
and  also  commodity  rates  from  certain  basing  points.  Remem- 
ber you  are  one  of  those  rate  clerks  certain  "guys"  have  been 
kicking  about  In  The  Traffic  World,  and  only  two  of  your  fifty 


or  a  hundred  friends  (?)  have  called  on  you  in  the  last  hour 
and  a  half.  Keep  this  up  all  day,  and  dollars  to  doughnuts  you 
will  figure  your  own  rates  or  else  you  will  be  more  sympathetic 
with  the  fellow  who  is  doing  his  best. 

Now  be  a  good  sport  and  try  the  above  suggestion  before 
you  tear  me  up  the  back  and  down  at  the  heels  for  sticking  up 
for  the  rate  clerks.  I  hold  no  brief  for  the  carrier — just  want 
to  play  the  game  fair  and  try  to  get  some  comfort  from  the  old 
saying  "God  helps  those  who  help  themselves." 

J.  D.  Burkholder,  Traffic  Manager, 
The  Chapman  Valve  Mfg.  Co. 

Indian  Orchard,  Mass.,  December  23,  1921. 

AMERICAN  MERCHANT  MARINE 

Editor  The  Traffic  World: 

The  reading  of  your  issue  of  December  17  brought  the  writer 
some  unalloyed  pleasure.  Your  editorial  on  the  American  mer- 
chant marine  is  entitled  to  unstinted  praise  from  all  of  the 
ordinariy  clodhoppers  of  the  country  who  are  not  furnished  with 
statesmanship  minds  and  a  sufficient  breadth  of  vision  to  enable 
them  to  see  that  they  are  but  uneducated  rubes  who  could  not 
understand  why  a  man  could  not  lift  himself  by  his  boot  straps. 

Personally,  the  writer  is  a  pretty  firm  believer  in  relativity, 
and  if  it  costs  me  |1.50  to  procure  for  me  one  dollar's  worth 
of  service,  or  revenue,  I  will  try  to  let  somebody  else  make  the 
trade,  so  as  to  keep  within  the  dollar  limit.  Many  men  employ 
a  chauffer  to  drive  their  cars  because  it  is  cheaper  to  pay  his 
wages  than  it  is  to  ruin  an  expensive  suit  of  clothes  crawling 
under  the  car  to  repair  a  faulty  adjustment. 

My  experience  (and  I  do  not  talk  entirely  as  a  man  who  has 
always  lived  in  the  inland)  teaches  me  that  the  life  of  the  ordi- 
nary seaman  is  not  a  particularly  elevating  one,  and  I  can  think 
of  no  good  reason  why  we  should  tax  ourselves  to  encourage 
our  young,  or  old,  men,  for  that  matter,  to  embark  on  the  briny 
waves. 

The  great  Middle  West  is  still  a  surplus  producing  country, 
interested  primarily  in  reaching  foreign  markets  at  the  least 
possible  cost,  and  if  we  are  paying  more  to  have  our  goods  hauled 
in  American  bottoms  than  we  would  pay  to  have  them  hauled  in 
foreign  bottoms,  either  directly  or  indirectly,  we  are  just  that 
much  out  of  pocket 

I  have  no  fault  to  find  with  owning  all  the  shipping  we  can 
operate,  in  either  coastwise  or  foreign  trade,  without  a  net  loss, 
and  to  that  end  I  would  remove  all  kinds  of  restrictions,  so  that 
the  boats  could  be  operated  at  the  least  possible  expense  In  compe- 
tition with  vessels  of  all  foreign  nations.  Otherwise  we  should 
not  be  in  the  shipping  business  at  all. 

There  is  no  more  reason  why  we  should  maintain,  at  a  tre- 
mendous cost  to  the  taxpayers  of  this  country,  a  tremendous 
merchant  marine,  than  that  we  should  maintain  a  great  standing 
army,  and  I  can  see  no  difference  in  this  respect  between  the 
pronouncements  of  a  Lasker  with  statesmanship  vision,  and  that 
of  a  Hindenburg  or  Leudendorf  with  a  very  similar,  but  equally 
misguided,  opinion. 

I  was  equally  pleased  with  the  editorial  on  page  1239  in 
regard  to  the  operation  of  the  government  barge  line.  Surely 
this  article,  together  with  the  figures  published  on  page  1269 
under  the  heading,  "Report  of  Waterway  Service,"  should  prove 
an  eye  opener  to  men  of  ordinary  solid  sense,  even  if  minus  a 
statesmanship  vision. 

J.  H.  Johnston,  Traffic  Manager, 
Oklahoma  Cottonseed  Crushers'  Assn. 

Oklahoma  City,  Okla.,  December  20,  1921. 


GOOD  RAILROAD  SERVICE 

Editor  The  Traffic  World: 

We  desire  to  add  our  bit  to  the  several  letters  that  have 
been  published  recently  in  the  "Open  Forum"  regarding  good 
railroad  service. 

On  December  2,  1921,  we  delivered  to  the  D.  L.  &  W.  Rail- 
ried,  Pier  68,  North  River,  New  York  Station,  a  carload  of  anti- 
freezing  compound,  which  was  loaded  into  car  D.  L.  &  W.  40794, 
consigned  to  our  Kansas  City  office.  The  car  left  the  pier  that 
night,  was  delivered  to  the  Wabash  Railroad  at  Buffalo  on  the 
morning  of  December  4,  left  that  point  same  date  and  arrived 
at  Kansas  City  on  the  morning  of  December  8,  having  made 
scheduled  movement 

In  the  afternoon  of  December  8  the  writer  received  a  tele- 
phone call  from  the  office  of  the  Wabash  Railroad  in  this  city 
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Traffic  Rcprf ifntilim: 
C.  M.  Fi.h. 
Traffic  Man«g«r, 

L«r»do,  T«««  . 
W.  C.  B»«m«n, 
AMt.  Traffic  Manager, 

l.«r*do,  T«XM 
J.  P.  Cr«v«n, 
C«n«r«l  Ar«nt, 

Laredo,  T«««. 
C.  W.  Fl.h, 

Foreign  Freight  Ar«nt, 
916  Ch«mic»T  Buildin*. 

St.  Loull,  Mo. 

Mr.  Shipper: 

Fines  are  imposed  by 
the  Mexican  Customs  Offi- 
cials on  export  shipments  for  any 
%^fQ          inaccuracies  or  omissions  in  showing 
the  shipping  marks  and  numbers, weights, 
description  of  goods,  etc. ;  therefore,  to  pro- 
tect your  customer  from  such  fines  it  is  very 
important  that  your  PACKING  LIST  be  correctly 
made  out. 

The  shipping  marks  and  numbers  as  they  appear 
upon  the  package  must  be  shown  on  the  packing  list. 
Do  not  include  two  or  more  different  kinds  of  pack- 
ages in   the  same   entry.     Give   full  description  of  goods,  stating  the  material  of  which  they  are  manufac- 
tured, and  the  use  for  which  the  goods  are  intended,  unless  same  is  clearly  indicated  by  the  name.     When 
an  article  is  composed  of  more  than  one  material,  state  which  material  predominates  in  weight. 

In  describing  dry  goods  (Piece  Goods)  show  the  width  and  length  of  same.  Silk  and  articles  containing 
silk  should  be  packed  with  the  view  of  saving  duty  to  the  consignee.  Our  space  will  not  permit  giving  you 
full  details ;  however,  should  you  desire  detailed  information,  write  us  and  your  communication  will  be  given 
prompt  attention.  If  you  so  desire,  send  us  one  of  your  packing  list  forms,  and  we  will  be  glad  to  revise  it 
so  that  it  may  meet  the  necessary  requirements. 

C.  M.  FISH,  Traffic  Manager. 


STATISTICS!    STATISTICS! 

VERY  ESSENTIAL  EVIDENCE  IN  TESTING 
THE  "REASONABLENESS"  OF  RATES  !     ' 

Yet  in  a  great  many  unsuccessful  cases,  we  hear  the  Interstate  Commerce  Commis- 
sion utter,  to  someone,  such  ominous  words  as : 

"The  Rates  Complained  Of  Are  Not  Shown  To  Be  Un- 
reasonable," or  "Defendants  Have  Failed  to  Justify,"  etc. 

thus  sounding  the  death-knell  to  many  hard-fought,  yet  perhaps  meritorious,  cases. 

Carrier!  Traffic  Manager!  Commerce  Attorney!  Do  Not  Omit  This  All- 
Important  Feature  From  Your  Rate  Cases,  simply  because  you  do  not  have  the  means 
at  hand.  Ask  the  T.  S.  C.  for  Up-To-The-Minute  Figures.  You  will  be  supplied  on  short 
order.  Telegraphic  orders  given  preferred  attention. 

Even  If  Your  Complaint  Or  Answer  Is  Already  In,  We  Will  Prepare  All  Statistical 
Data  For  You. 

Wire  us  NOW,  and  perhaps  save  the  day. 

THE  TRAFFIC  SERVICE  CORPORATION 

"At  Your  Service" 
505  Colorado  Building  Washington,  D.  C. 
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advising  of  the  arrival  of  the  car  that  morning,  as  we  previously 
informed  them  that  the  contents  of  the  car  was  urgently  needed 
at  destination  and  we  wanted  to  be  advised  of  its  arrival. 

We  could  quote  any  number  of  similar  instances  of  the  good 
service  being  performed  by  the  carriers. 

Wm.  W.  Price,  Traffic  Manager, 

Pyrene  Manufacturing  Co.,  Inc. 
New  York,  N.  Y.,  Dec.  27,  1921. 


will  tell  about  the  methods  used  at  the  forestry  laboratory,  at 
Madison,  Wis.,  for  determining  the  strength  and  correctness  of 
various  containers. 


Editor   The    Traffic    World: 

With  reference  to  several  letters  which  have  been  published 
in  the  "Open  Forum"  of  The  Traffic  World  lately  regarding  good 
railroad  service. 

.   I  heartily  agree  with  Mr.  Simmons  and  others  that  we  should 
give  the  railroads  credit  when  it  is  due  them. 

Shipments  now  are  handled  in  about  half  the  time  taken 
during  government  control  and  the  treatment  the  shippers  are 
getting  now  from  the  carriers  is  far  above  what  they  received 
prior  to  the  release  of  the  roads  by  the  government. 

During  government  control  there  was  no  way  possible  that 
you  could  get  correct  information  regarding  a  car  in  transit,  but 
now,  with  the  passing  reports  back  in  effect  again,  it  is  a  very 
simple  task  to  find  out  where  your  shipment  is;  and  with  that 
information  a  shipper  knows  just  when  the  car  will  arrive  and 
can  prepare  to  have  it  taken  care  of  on  arrival,  where,  during 
government  control  he  could  not  tell  where  the  shipment  was 
nor  could  he  figure  just  about  when  it  would  get  in.  Another 
thing  about  the  passing  reports,  it  gives  the  shipper  a  chance 
to  check  on  the  carrier  to  see  if  they  are  giving  the  proper 
service,  and,  if  not,  he  can  so  route  his  shipments  to  get  the 
service  to  which  he  is  justly  entitled. 

More  power  to  the  officials  of  the  roads  and  less  power  to 
the  wage  board,  and  there  will  still  be  a  great  improvement  in 
the  service. 

F.  L.  Cobb,  Traffic  Manager. 
J.  W.  Darling  Lumber  Company. 

Cincinnati,  O.,  Dec.  28.   1921. 


Personal  Notes 


C.  J.  Nelson,  who  entered  the  service  of  the  Chicago,  Bur- 
lington &  Quincy  15  years  ago,  and  who  until  recently  was  com- 
mercial agent  for  that  road  at  Paducah,  Iowa,  has  been  appointed 
general  agent  for  the  Burlington,  at  Herrin.  111.,  where  he  will 
give  particular  attention  to  coal  traffic. 

The  Boston  &  Maine  has  announced  the  following  appoint- 
ments: John  W.  Rimmer,  assistant  to  the  vice-president  in  charga 
of  traffic;  James  R.  McAnanny,  assistant  general  freight  agent, 
Boston;  Frank  F.  Farrar,  assistant  general  freight  agent,  Bos- 
ton; Charles  W.  Boynton,  general  agent,  Boston;  Paul  R.  Val- 
entine, chief  of  tariff  bureau,  Boston.  George  H.  Eaton,  assist- 
ant freight  traffic  manager,  has  resigned  to  enter  the  industrial 
field. 

The  Pennsylvania  System  has  announced  the  following  ap- 
pointments: G.  H.  Cobb,  division  freight  agent,  Harrisburg,  Pa.; 
M.  H.  MacQuown,  division  freight  agent,  Altoona,  Pa.;  W.  W. 
Finley,  Jr..  division  freight  and  passenger  agent,  Chambersburg, 
Pa.;  W.  J.  Rose,  assistant  to  traffic  manager,  Harrisburg,  Pa.; 
F.  X.  Quinn,  division  freight  agent,  New  York  City. 

Walter  S.  McCaa  has  been  appointed  traveling  freight  agent 
for  the  Alabama  &  Vicksburg  and  the  Vicksburg.  Shreveport  & 
Pacific  railways,  at  Shreveport,  La. 

The  Atlantic  Coast  Line  has  announced  the  following  ap- 
pointments: E.  S.  LeGette,  general  agent.  Atlanta;  Phillip  J. 
Lee,  commercial  agent,  Nashville;  Warren  C.  Dixon.  commercial 
agent,  New  York;  F.  J.  O'Conner,  traveling  freight  agent,  Roches- 
ter, N.  Y.;  W.  E.  Renneker,  assistant  general  freight  agent, 
Rocky  Mount,  N.  C.;  W.  C.  Ragin,  assistant  general  freight 
agent,  Wilmington,  X.  C.;  Hansford  Sams,  assistant  general 
freight  agent,  Savannah,  Ga. 

The  Louisville  &  Nashville  has  announced  the  following  ap- 
l>ointments:  A.  L.  Burnett,  commercial  agent,  Macon,  Ga. ;  J. 
D.  Hatchett,  city  freight  agent,  Atlanta,  Ga.;  W.  H.  Wilsman, 
traveling  freight  agent,  Atlanta. 

The  Canadian  Pacific  has  announced  the  following  appoint- 
ments: J.  J.  Morton,  foreign  freight  agent,  New  York;  W.  I. 
Chudleigh,  import  freight  agent,  Chicago;  W.  C.  Bowles,  assist- 
ant freight  traffic  manager,  Montreal;  H.  E.  Macdonnell.  special 
freight  traffic  representative,  Montreal;  R.  E.  Larmour,  general 
freight  agent,  Montreal;  S.  C.  Hurkett,  assistant  general  freight 
agent,  Montreal;  C.  E.  Jefferson,  general  freight  agent,  Win- 
nipeg. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Nelson  C.  Brown,  of  the  New  York  School  of  Forestry,  will 
talk  on  the  possibilities  of  wooden  shipping  containers  at  the 
meeting  of  the  Traffic  Club  of  Syracuse,  N.  Y.,  to  be  held  at 
the  Chamber  of  Commerce,  January  16.  1922.  Professor  Brown 


The  Traffic  Club  of  Newark  will  give  an  old-fashioned  Christ- 
inas party  at  Achtel-Stetter's,  January  9.  Gifts  will  be  distrib- 
uted. Fred  Van  Amberg  will  speak  on  "How  to  Fail." 


The  annual  meeting  and  election  of  officers  of  the  Trans- 
poitation  Club  of  Louisville  will  be  held  February  14.  Members 
have  been  asked  to  assist  in  making  nominations. 


Henry  Wallace,  Secretary  of  Agriculture,  and  James  C. 
Davis,  Director-General  of  Railroads,  will  be  the  speakers  at 
the  fourteenth  annual  meeting  of  the  Traffic  Club  of  Philadel- 
phia, to  be  held  at  the  Bellevue-Stratford  Hotel,  January  9,  1922. 

Senator  Medill  McCormick  of  Illinois  will  speak  at  the 
luncheon  of  the  Traffic  Club  of  Chicago,  to  be  held  at  the  Hotel 
La  Salle,  January  5,  1922. 

The  following  officers  were  elected  at  the  annual  meeting 
of  the  Lansing.  Mich.,  Traffic  Club,  December  14:  President, 
H.  E.  McGiveron,  traffic  manager.  Motor  Wheel  Corporation; 
vice-president.  E.  L.  Jennings,  agent,  Michigan  Central  Railroad; 
secretary-treasurer,  J.  T.  Ross,  traffic  commissioner,  Lansing 
Chamber  of  Commerce;  executive  committee,  W.  G.  Davis,  traf- 
fic manager,  Auto  Body  Company;  W.  K.  Andrews,  agent,  Pere 
Marquette  Railway;  C.  R.  Morris,  secretary,  Michigan  Screw 
Company;  J.  C.  Van  Nordstrand,  agent,  American  Railway  Ex- 
press Company. 


HINES  ADVOCATES  CONSOLIDATION 

Walker  D.  Hines,  former  Director-General  of  Railroads,  in 
an  address  on  the  railroad  situation  before  the  annual  meeting 
of  the  American  Economic  Association,  held  in  Pittsburgh,  De- 
cember 27-30,  said  the  discussion  of  the  national  agreement, 
which  he  signed  as  Director-General,  September  20.  1919,  in 
public  hearings  and  addresses,  was  an  illustration  of  the  undue 
attention  given  "to  exaggerated  and  poorly  balanced  impressions 
as  to  the  influence  of  federal  control." 

Compulsory  consolidation  of  the  railroads  into  a  few  large 
systems,  common  ownersip  of  freight  cars,  and  the  securing 
of  greater  economy  in  railroad  operation  were  among  the  things 
advocated  by  -Mr.  Hines  as  steps  toward  reducing  heavy  oper- 
ating costs,  so  as  to  reduce  rates.  He  also  expressed  the  view 
that  substantial  wage  reductions  alone  would  not  solve  the 
problem  of  heavy  operating  costs. 

"There  was  never  a  time  in  the  history  of  our  country  when 
the  railroad  situation  was  as  difficult  to  appraise  as  it  is  today." 
said  Mr.  Hines,  pointing  out  that  few,  if  any,  lines  of  industry 
had  returned  to  a  normal  status,  and  that  the  only  great  indus- 
tries which  admit  of  reasonably  confident  treatment  were  those 
which  were  fortunate  enough  to  make  extraordinary  profits  dur- 
ing the  war  and  which  were  farsighted  and  prudent  enough  to 
conserve  their  profits  to  carry  them  through  the  period  of  re- 
adjustment." 

The  railroads,  he  said,  however,  were  not  included  in  the 
above  "fortunate  class,"  because  their  profits  were  limited  and 
they  had  no  opportunity  to  make  vast  profits  out  of  the  war 
and  no  chance  to  build  up  their  reserves  out  of  the  government 
rental.  He  said: 

Tli ere  are  at  this  time  two  special  difficulties  in  getting  a' satis- 
factory idea  as  to  the  present  or  prospective  situation  of  our  railroads. 
One  difficulty  grows  out  of  a  state  of  mind  and  the  other  difficulty 
grows  out  of  the  facts. 

The  state  of  mind  of  railroad  officers  and  of  the  public  in  general 
has  not  heen  favorable  to  obtaining  a  well  proportioned  and  accurate 
estimate  of  the  railroad  situation.  In  order  to  win  the  war  the  gov- 
ernment took  possession  of  the  railroads  and  operated  them  as  a 
unified  system,  and  then  terminated  the  unified  operation  as  soon  as 
a  scheme  of  legislation  for  their  further  regulation  and  protection 
could  be  adopted.  This  unified  governmental  possession  and  control, 
sudden  y  entered  upon  to  meet  a  paramount  emergency  and  pro- 
visionally continued  only  long  enough  to  secure  legislation,  consti- 
tuted a  fact  so  unprecedented  and  so  striking  as  to  dominate  the 
thought  on  the  railroad  problem  and  displace  nearly  all  other  thoughts 
on  the  subject.  Consequently  undue  attention  has  been  given  to  ex- 
aggerated and  poorly  balanced  impressions  as  to  the  influence  of 
federal  control,  when  the  time  and  energy  could  have  been  more 
profitably  spent  on  a  more  comprehensive  estimate  of  things  as  they 
are,  giving  due  regard  to  their  relative  importance.  Such  a  statement 
of  mind  was  perhaps  inevitable,  but  in  any  event  it  is  a  fact  which 
must  be  considered  in  viewing  the  present  railroad  situation. 

A  single  illustration  will  emphasize  the  effect  of  this  state  of 
mind.  I  believe  the  thing  which  has  caused  more  discussion  in  public 
hearings  and  addresses  and  in  the  press  than  anything  else  has  been 
the  nationa  agreement  which  I  signed  with  the  shop  crafts  on  Sep- 
tember 20.  1919.  to  remain  in  effect  during  federal  operation.  One  of 
the  most  costly  branches  of  railroad  operation  is  the  maintenance  of 
equipment.  Its  cost  was  Jl.230,000.000  in  1!I1D  and  was  $343.000.000 
more,  or  11,675,000,000,  in  1920.  I  believe  the  impression  has  been 
created  that  a  very  large  part  of  this  heavy  cost  and  particularly 
nearly  all  of  the  great  increase  in  1920  over  1919  is  due  to  the  national 
igreement.  and  that  upon  the  Labor  Board's  correcting  the  unde- 
rable  features  of  that  agreement  many  hundreds  of  millions  of  dol- 
lars will  be  saved  in  the  most  of  maintenance  of  equipment. 

The  fact  is  that  practically  all  the  basic  rules  which  have  a  pro- 
portionately large  bearing  on  cost  and  which  were  incorporated  in 
the  national  agreement  were  not  initiated  at  that  time  but  repre- 
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sented  rules  or  practices  which  the  experienced  railroad  men  in  the 
Railroad  Administration  (adopting  what  prior  to  the  war  was  in 
effect  on  numerous  railroads;  had  already  made  applicable  to  all  the 
railroads  in  1918.  Therefore,  in  the  respects  involving  especially  large 
amounts  of  operating  cost,  these  rules,  contrary  to  the  popular  im- 
pression, figure  in  the  operating  cost  for  1919  and  do  not  account  for 
the  increase  in  maintenance  of  equipment  of  nearly  $350,000,000  in 
1920.  Furthermore,  the  features  of  these  rules  which  have  the  most 
significance  in  dollars'  and  cents  have  been  approved  by  the  Labor 
Board.  In  some  respects  the  Labor  Board  has  ordered  changes  which 
will  result  in  substantial  savings,  but  far  short  of  what  the  public 
has  been  led  by  the  widespread  discussion  and  criticism  to  expect, 
especially  because  many  of  the  things  most  extensively  discussed 
consist  of  extreme  cases  which  represent  a  very  small  percentage  of 
the  operating  cost. 

1  shall  discuss  this  national  agreement  at  greater  length  on  an- 
other occasion.  I  mention  it  here  simply  to  illustrate  the  state  of 
mind  which  is  so  attracted  by  misleading  and  fragmentary  retro- 
spection concerning  federal  control  as  to  be  drawn  away  from  a  study 
with  due  perspective  and  balance  of  the  great  question  as  to  how 
many  billion  dollars  it  is  going  to  cost  to  operate  the  railroads  in  the 
future. 

But  while  the  state  of  mind  has  not  been  favorable  to  an  analysis 
bringing  out  the  real  bearing  of  existing  conditions  upon  the  pros- 
pective cost  of  railroad  operations,  an  equally  great  difficulty  con- 
fronts us  on  account  of  the  facts  themselves,  since  they  involve  so 
many  fluctuations  as  almost  to  defy  intelligent  comparison  of  railroad 
operations.  Prior  to  the  war  it  was  possible  to  make  very  useful 
comparison  of  results  month  by  month  with  the  corresponding  month 
of  the  preceding  years.  But  this  has  become  largely  impracticable 
at  present,  and  indeed  the  comparison  of  one  year  with  another  is 
so  affected  by  sudden  and  fundamental  changes  largely  influencing 
operating  costs  that  the  utility  of  the  comparisons  is  seriously  im- 
paired. 

Mr.  Hines  then  made  brief  mention  of  "some  of  these  ab- 
normal fluctuations"  in  1918,  1919,  1920  and  1921,  referring  to 
the  congestion  of  traffic  and  severe  weather  early  in  1918;  the 
general  increase  in  wages  retroactive  to  January  1,  1918;  the 
increase  in  freight  rates  and  passenger  fares  in  June,  1918; 
the  general  increase  in  wages  of  the  shop  crafts  retroactive  to 
January  1,  1918;  other  wage  readjustments;  the  slump  in  busi- 
ness after  the  armistice;  wage  readjustments  in  1919;  bituminous 
coal  miners'  strike  in  November,  1919;  bad  weather  in  1920; 
the  unauthorized  switchmen's  strike  in  1920;  the  increase  in 
wages  effective  May  1,  1920;  the  increase  in  rates  and  fares 
under  Ex  Parte  74;  the  slump  in  business  at  the  end  of  1920; 
the  continuance  of  the  slump  in  1921;  the  reduction  in  wages 
effective  July  1,  1921,  and  the  curtailment  of  maintenance  by 
the  railroads  in  1921. 

"In  view  of  such  kaleidoscopic  railroad  conditions  in  the 
last  four  years,"  he  continued,  "it  is  far  more  difficult  than  ever 
to  form  an  idea  as  to  the  railroad  situation.  The  factors  have 
been  abnormal,  rapidly  fluctuating,  and  almost  hopelessly  be- 
clouding." 

The  financial  results  of  the  operation  of  the  roads  in  the 
four  years  under  discussion,  that  is,  up  to  November  1,  1921, 
were  then  given  by  Mr.  Hines,  his  figures  having  been  taken 
from  the  testimony  of  L.  E.  Wettling,  statistician  for  the  rail- 
roads, before  the  Senate  committee  in  the  Cummins  investiga- 
tion, and  from  the  Commission's  reports  for  1921. 

He  stressed  the  point  that,  in  considering  the  first  ten 
months  of  1921  and  the  corresponding  period  of  1920,  it  was 
particularly  important  to  bear  in  mind  that  maintenance  ex- 
penses had  been  reduced  $473,269,000  in  the  1921  period,  as 
compared  with  the  1920  period. 

"In  view  of  such  results  during  the  last  four  years  and  of 
the  extraordinary  and  fluctuating  conditions  I  have  mentioned, 
as  well  as  others'  not  mentioned,"  said  he,  "and  some  of  which 
doubtless  have  not  been  adequately  investigated,  the  effort  to 
forecast  the  future  on  the  basis  of  the  present  railroad  situation 
is  almost  hopelessly  baffling." 

Referring  to  the  fact  that  business  had  been  below  normal 
in  1921,  he  said  the  change  in  rates  under  Ex  Parte  74  made 
t  exceedingly  difficult  to  deduce  from  the  operating  revenues 
the  change  in  the  volume  of  business.  Continuing,  he  said: 

But  the  freight  loading  is  more  suggestive.  Throughout  1921, 
almost  without  exception,  the  freight  loaded  per  week  has  been  at 
least  from  100,000  to  150,000  carloads  less  than  in  the  corresponding 
weeks  of  1920.  The  average  decrease  has  been  perhaps  12  per  cent 
or  14  per  cent  for  the  year.  For  two  weeks  in  October,  1921,  the 
loading  approached  within  50,000  carloads  of  last  year,  but  then  began 
to  drop  and  has  kept  about  100,000  carloads  per  week  below  the 
rapidly  dropping  traffic  of  last  year.  Indeed  in  recent  weeks  the 
loading  has  been  less  than  it  was  in  corresponding  weeks  of  1919 
during  the  coal  strike  or  in  1918  following  the  armistice.  It  seems  a 
reasonably  safe  assumption  that  a  return  of  railroad  prosperity  can- 
not be  expected  until  there  shall  be  a  substantial  increase  in  the 
volume  of  traffic,  and  that  meantime  every  practicab'e  economy  is 
imperative. 

But  even  with  a  return  to  normal  traffic,  the  greatest  concern 
must  continue  to  be  felt  as  to  the  operating  expenses,  and  this  is 
particularly  true  because  of  the  strong  pressure  which  will  continue 
to  be  manifested  for  the  reduction  of  rates. 

A  comprehensive  and  impartial  study  of  the  probable  cost  of  op- 
eration on  the  basis  of  the  factors  as  they  now  exist  would  contribute 
greatly  to  an  understanding  of  the  railroad  situation.  I  hope  that  the 
Interstate  Commerce  Commission  will  have  occasion  to  consider  the 
practicability  and  advisability  of  undertaking  such  a  study  for  the 
class  I  railroads  in  connection  with  ths  pending  general  rate  investi- 
gation. Such  a  study  should,  of  course,  allow  for  the  savings  esti- 
lated  to  result  from  the  modifications  which  the  Labor  Board  is 
iking  In  the  rules  and  working  conditions,  and  should  also  allow 

a  normal  and  proper  program  for  maintenance,  both  of  way  and 
structures  and  of  equipment.  While  no  such  study  could  be  con- 
onJSthl'subjlc>t1  substantia»y  clarify  the  present  state  of  knowledge 

»nJ;t  b^"ev?  fuch,  a  sttidy  w°u>d  be  exceedingly  useful,  although  its 
effect  may  later  be  modified  by  the  results  of  the  current  efforts  by 


the  railroad  companies  to  secure  further  reductions  in  wages.  Doubt- 
less these  efforts  will  eventually  go  to  the  Labor  Board  for  decision. 
But  even  if  the  Labor  Board  should  decide  in  favor  of  substantial 
wage  reductions,  I  do  not  believe  such  a  decision  will  be  a  solution 
of  the  great  problem  of  heavy  operating  cost,  because  I  have  no 
doubt  that  wages  of  railroad  employes,  even  after  any  probable  re- 
duction, and  also  the  cost  of  fuel  and  other  supplies  and  materials, 
will  still  be  very  much  above  the  prewar  level,  and  the  railroad  com- 
panies and  the  public  will  still  be  confronted  with  the  necessity  of 
finding  new  ways  to  reduce  the  cost  of  operation. 

In  considering  the  present  railroad  operating  cost,  it  is  important 
to  remember  that  the  heavy  increase  in  labor  cost  is  probably  par- 
ticularly burdensome  in  the  maintenance  work  and  in  the  terminal 
part  of  transportation  work,  and  it  seems  to  be  these  very  branches 
of  railroad  operating  cost  where  less  progress  has  been  made  in  de- 
veloping labor  saving  methods,  and  where  additional  basic  statistics 
would  be  most  useful. 

Indeed  the  question  arises  whether  sufficient  attention  has  been 
paid  to  the  problems  of  securing  both  as  to  terminal  service  and  as  to 
maintenance  service  the  maximum  output  for  the  expenditure  made. 
Great  stress  has  been  placed  by  railroad  managers  and  by  the  public 
on  the  increased  efficiency  obtained  from  increasing  the  trainload. 
It  is,  of  course,  true  that  an  increase  in  the  trainload  tends  to  obtain 
more  ton  miles  for  the  material  and  labor  expended  directly  or  in- 
directly in  the  hauling  of  the  train.  But  a.  mere  increase  in  the 
trainload  does  not  secure  in  return  for  the  material  and  labor  ex- 
pended in  terminal  and  maintenance  work  more  units  of  terminal 
service  or  of  maintenance  service.  I  believe  that  the  present  rail- 
road situation  demands,  especially  in  view  of  the  substantial  Increase 
in  the  cost  of  labor,  that  there  should  be  concentrated  upon  terminal 
work  and  upon  maintenance  work  an  amount  of  attention  correspond- 
ing to  that  which  has  been  concentrated  in  the  past  on  increasing 
the  trainload,  both  in  ascertaining  and  analyzing  the  facts  as  to 
existing  methods  and  results  and  in  devising  ways  and  means  to 
secure  improved  results.  If  we  assume  that  the  cost  of  transportation 
absorbs  about  50  per  cent  of  the  total  operating  cost  probably  two- 
fifths  thereof  should  be  attributed  to  the  treminal  cost  as  dis- 
tinguished from  the  road  cost,  and  if  so,  about  20  per  cent  of  the 
total  operating  expenses  should  be  regarded  as  representing  terminal 
expenses.  If,  then,  we  assume  that  the  maintenance  of  equipment 
and  maintenance  of  way  and  structures  together  absorb  about  45 
per  cent  of  the  total  operating  cost,  it  follows  (and  these  percentages 
are  purely  tentative  and  suggestive)  that  about  65  per  cent  of  the 
total  operating  cost  relates  to  terminal  and  maintenance  work  and 
only  about  30  per  cent  relates  to  road  transportation.  It  is  true  that 
the  favorable  influence  of  improvement  in  the  trainload  is  not  con- 
fined to  the  30  per  cent  representing  road  transportation  cost,  but 
tends  also  to  diminish  the  cost  per  ton  mile  of  the  terminal  and  main- 
tenance work  (unless — and  this  is  a  point  which  may  be  overlooked 
at  times — the  increase  in  the  trainload  leads  to  an  offsetting  increase 
in  the  terminal  or  maintenance  cost).  But  it  is  also  true  that  it  is 
of  supreme  importance  that  new  methods  be  devised  to  the  end  that 
the  necessary  maintenance  and  terminal  work,  now  costing  approxi- 
mately 65  per  cent  of  the  total  operating  expenses,  shall  be  obtained 
more  economically. 

But  however  much  may  be  secured  through  operating  economies 
of  the  sort  I  have  mentioned,  I  am  convinced  that  the  people  of  this 
country  will  insist  also  on  additional  economies  being  secured  through 
the  greater  unification  of  railroad  facilities.  I  do  not  believe  the 
public  is  going  to  be  willing  to  pay  the  price  involved  in  maintaining 
so  many  different  railroad  companies,  so  many  different  terminal  or- 
ganizations, and  so  many  different  owerships  of  railroad  equipment. 
The  public  is  going  to  realize  by  degrees  that,  without  sacrificing 
anything  of  real  value  in  a  competitive  way,  it  can  save  an  important 
part  of  the  heavy  cost  of  railroad  operation  by  forcing  further  unifi- 
cations. 

The  transportation  act  of  1920  provides  that  the  Interstate  Com- 
merce Commission  shall  adopt  a  plan  for  voluntary  consolidation  of 
the  railroads.  I  believe  this  is  a  useful  first  step,  but  I  believe  event- 
ually there  will  probably  have  to  be  a  compulsory  consolidation  into 
a  few  large  systems.  Meanwhile  I  believe  the  terminals  ought  to  be 
more  fully  consolidated  and  that  there  ought  to  be  speedily  developed 
a  plan  for  the  common  ownership  of  freight  cars,  and  I  believe  methods 
can  and  should  be  found  for  overcoming  the  admitted  difficulties  in 
the  way. 

To  recapitulate  my  impressions  as  to  the  present  railroad  situa- 
tion, the  difficulties  of  accurate  appraisal  are  far  greater  now  than 
ever  before  in  our  history,  but  it  is  safe  to  conclude  that,  even  with 
a  normal  traffic  ways  must  be  found  to  reduce  the  heavy  operating 
costs  so  as  to  reduce  rates  and  still  leave  the  railroads  with  an 
adequate  return  and  the  opportunity  to  build  up  adequate  reserves. 
The  new  operating  burdens  which  confront  the  railroads  must  be  met 
by  new  remedies,  and  I  believe  these  remedies  will  be  partly  found 
if  as  much  attention  and  planning  are  concentrated  upon  terminal 
work  and  maintenance  work  as  have  heretofore  been  concentrated  on 
increasing  the  trainload,  and  I  believe,  further,  that  a  highly  im- 
portant part  of  these  economies  can  and  must  be  found  in  the  con- 
solidation of  terminals,  the  common  ownership  of  freight  cars,  and 
eventually  in  the  consolidation  of  the  railroads  themselves  into  a 
very  small  number  of  large  systems. 


LOUISIANA  RATE  ARGUMENT 

The  Traffic   World  Washington  Bureau 

On  the  ground  that  there  is  nothing  on  which  they  can 
operate,  the*  Louisiana  Public  Service  Commission  has  asked  the 
federal  Commission  to  vacate  its  orders  df  August  12,  1920,  and 
August  11,  1920,  in  the  three  Natchez  Chamber  of  Commerce 
cases,  Nos.  8845,  8920,  and  9036.  In  his  arguments  for  such  ac- 
tion, Wylie  M.  Barrow,  assistant  attorney-general  for  Louisiana 
and  counsel  for  the  public  service  body,  claimed  that  because  the 
Louisiana  regulating  body,  by  a  general  order  dated  October  26, 
1921,  adopted  the  rates  prescribed  by  the  federal  body,  the  juris- 
diction of  the  latter  over  intrastate  rates  came  to  an  end.  He 
said  that  by  reason  of  the  action  of  the  Louisiana  commission, 
the  rates  in  effect  in  western  Louisiana,  against  which  the  com- 
plaints in  the  three  Natchez  cases  were  directed,  are  on  the 
same  level  as  interstate  rates,  tire  jurisdiction  of  the  Commission, 
which  is  limited  to  a  removal  of  unjust  discrimination  against 
interstate  commerce,  the  federal  body  is  without  authority  to 
continue  its  order. 

As  precedent  for  what  he  asked,  Barrow  called  attention  to 
the  fact  that  the  Commission,  as  a  result  of  arguments  made 
June  8,  1921,  vacated  its  order  of  May  9,  1921,  under  which  it 
had  extended,  "until  the  further  order  of  the  Commission,"  its 
order  of  January  16,  1919. 
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NOSA  LINE 


Monthly  Sailings  to  Principal  Port. 

West  Coast,  South  America — Direct  Service 

Monthly  Freight  and  Pasien  ger  Sailing* 

Leeward  and  Windward  Islands,  Venezuela,  Curacao 

and  Colombian  Port! 

Three  week  freight  sailings 

Haitian,  Dominican  and  Cuban  South  Side  Ports 

For  parliiulars  apply 

604-1*  Queen  &  Crescent  Bldg..  New  Orleans,  La. 

New  York  Office:  10  Hanover  St.       Chicago  Office:  *M  Marquette  Bldg. 
Cable  Address:  "Orlemruhlp" 


Ne.w  Orleans   &. 
South.    American  S.S.  Co. 

INCORPORATED 


Acquire  an  Expert  Knowledge  of 

TRAFFIC  MANAGEMENT 

Would  you  be  able  to  save  more  money  in  shipping:?—  to  reap 
greater  benefit   from  the  interstate  commerce  rulings?  — to 
handle  more  advantageously  the  problems  that  come  UD  in 
domestic  and  foreign  traffic?     Then  investigate  the  LaSalle  Problem 
Method  of  home-study  in  Interstate  Commerce  and  Industrial  and 
Railway  Traffic  Management.    Find  out  how  this  course  can  assist 
you  to  better   knowledge  of  traffic  management   by  giving  von 
,   the  experience  of  more  than  70  of  America's  well  known  author- 
ities  and   traffic  executives.     Write   for  catalog   and 
low  cost  monthly  payment  plan. 

LASALLE  EXTENSION  UNIVERSITY 

Department  1295-TC    CHICAGO,  ILLINOIS 

Tht  I.ariui  Bvtnutl  Trainmi  Initiation  in  tkl  I 


Transcontinental  Rates  to  Pacific  Coast  Ports  and 
Ocean  Rates  to  Far  East  Reduced 

Write  us  for  particulars 

Aetna    Sprviro  Pnmnsnv     A-  c-  SHERRARD,  Manager 

Aetna  service  company,  si.sm,hiP  Agents,  custom,  tnt**,  Fo 


Suite  1201,  14  East  Jackson  Boulevard,  Chicago 

Agent.  Throughout  the  World.  Phone  Harrison  1048 

New  York       Boston       Philadelphia        Baltimore       New  Orleani       Seattle       Ssn  Franeisc, 


"Ship  by  Water" 


PROMPT,  REGULAR  SERVICE  VIA 

WILLIAMS  LINE 


BETWEEN 


New  York.  Philadelphia.  Baltimore 


AND 


Los  Angeles.  San  Francisco 

Portland.  Astoria. 
Seattle  and  Tacoma 

Thru  bills  of  lading  issued  to  San  Diego,  Oakland,  Stockton  and 

Sacramento.  California}  Hawaiian  and  Far  East  Ports; 

Grays  Harbor  and  Puget  Sound,  Wash. 

For  Rates,  Dates  of  Sailing  and  other  information  apply  to 

WILLIAMS  STEAMSHIP  CO.,  Inc. 

15  Moore  Street,  New  York 


Baltimore,  Md. 
39  South  Street 


Telephone,  Bowling  Green  7394 

Philadelphia,  Pa. 

Drexel  Building 


Pittsburgh,  P«. 

Oliver  Building 


And  at  our  Branch  Offices  in  Los  Angeles,  San  Francisco, 
Portland,  Seattle  and  Tacoma 


Pacific — Caribbean — 
Gulf  Line 

DIRECT    SERVICE 

BETWEEN 

NEW  ORLEANS 

GALVESTON 

HOUSTON 

MOBILE 

AND 

San  Diego,  Los  Angeles  Harbor,  San  Francisco, 

Portland,  Tacoma,  Seattle  and  other  Pacific 

Coast  Ports  via  Panama  Canal 

SS  OSAGE Second  half  January — From  the  Gulf 

SS  ALVARADO   .  .  .    First  half  February—      "        »       " 
SS  NYANZA    .  .  .    Second  half  February—      "        "       " 

SS  OSAGE   .  .  Second  half  February— From  Pacific  Coast 
SS  ELDORADO  ....  Late  February—    "  "          " 

SS  REDHOOK  .  Last  Half  December— 

SS  NYANZA  .  .  Second  half  January—     "  "          " 

Rates  quoted,  bookings  and  other  information  furnished  upon 
application 

THE  STEELE  STEAMSHIP  LINES,  Incorporated 

GENERAL  GULF  AGENTS 

630  Common  St.,  New  Orleans,  La. 


Steel.  Bldg. 
Galveston,  Texas 


SWAYNE  &  HOYT,  Inc. 

430  Saniome  St. 
San  Francisco,  Calif. 


SO  Broad  St. 
New  York  City 


Pacific  Mail  Steamship  Co. 

PASSENGER  AND  FREIGHT  SERVICES 

SAN  FRANCISCO-BALTIMORE  SERVICE 

"PANAMA  CANAL  ROUTE" 

Direct  Passenger  and   Express-Freight  Service  between  San  Francisco, 

Los  Angeles  and  New  York 

Calling  at  Manzanillo,   Mexico,  San  Jose  de  Guatemala,  La  Libertad, 
Acajutla,  Salvador,  Havana,  Cuba,  Norfolk,  and  Baltimore. 

5.S.   Columbia  sails  from  Baltimore  January  12th 
(Thereafter  future  sailings  from  New  York) 

5.5.  Venezuela  sails  from  New  York  February  8th 
5.5.  Ecuador  sails  from  San  Francisco  January  28th 

and  approximately  every  18  days  thereafter 
All  New  York  Sailings  from  Pier  33,  Atlantic  Terminal,  Brooklyn 

PANAMA  SERVICE 

San  Francisco  to  Mexico,  Central  America  and  Canal  Zone 

Sailings  approximately  every  twenty-two  days 

General  Office*:          508  California  Street,  San  Francitco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 


"The  Sunshine  Belt  to  the  Orient" 

San  Francisco  to  Honolulu,  Yokohama,  Kobe,  Shanghai, 
Manila,  Hongkong 

Passenger  and  freight  sailings  by  new  and  luxurious  U.  S.  Ship- 
ping Board  21,  100-ton  displacement,  1 7 J^-knot,  steamers :  S.  5. 
Golden  State  (January  14th);  S.  S.  Empire  State  (February 
7th);  S.  S.  Hoosier  State  (March  4th). 

MANILA-EAST  INDIA  SERVICE 

San  Francisco  direct  to  India,  calling  at  Honolulu,  Manila, 
Singapore,  Colombo,  Calcutta 

Passenger  and  Freight  sailings  by  new  and  commodious  U.  S. 
Shipping  Board  steamers:  S.  S.  Wolverine  State  (January 
19th);  5.  5.  Creole  State;  S.  5.  Granite  State. 

Through  bill*  of  lading  iMiurd  to  and  from  point  M  beyond  porti  of  call 
For  rates  and  other  information  apply  to  any  railroad  or  tourist  agency,  or  to 

PACIFIC  MAIL  STEAMSHIP  CO. 

508  California  St.,  San  Francisco 

10  Hanover  Square,  N.  Y.  Continental  Building,  Baltimore 

Managing  Agentsi  U.  S.  Shipping  Board 
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Questions  and  Answers 

In  this  department  will  be  answered  questions  of  both  legal  and 
practical  nature  that  confront  persona  dealing  with  traffic.  A  specialist 
on  interstate  commerce  law,  who  is  a  member  of  pur  legal  department, 
will  give  his  opinion  in  answer  to  any  simple  question  relating  to  the  law 
of  interstate  transportation  of  freight.  A  traffic  man  of  long  experience 
and  wide  knowledge  will  answer  questions  relating  to  practical  traffic 
problems.  We  do  not  desire  to  take  the  place  of  the  traffic  man  but  to 
help  him  in  his  work.  Persons  desiring  immediate  answer  by  mail  or 
wire  or  a  more  elaborate  treatment  of  any  question— by  the  citation  of 
authorities  in  a  legal  opinion,  for  instance— may  obtain  this  kind  of 
private  service  by  the  payment  of  a  reasonable  fee.  The  right  is  re- 
served to  refuse  to  answer  in  this  department  any  question,  legal  or 
traffic,  that  it  may  appear  to  us  unwise  to  answer  or  that  involves  a 
situation  too  complex  for  the  kind  of  investigation  herein  contemplated. 

Address  Questions  and  Answers  Department. 
Trafflc  lirrlc.  Corporation,  Colorado  Building,  Washington,  D.  C. 

Delay   Caused   by   Strike — Liability   of  Carrier 

Maryland Question:  A  shipment  of  fertilizer  (a  seasonable 

commodity)  was  shipped  from  one  of  our  factories  to  a  point 
about  200  miles  away.  After  this  shipment  was  accepted  it 
seems  that  a  strike  of  the  switchmen  followed  and  the  shipment 
of  fertilizer  did  not  reach  destination  until  30  days  after  shipping 
date.  This,  of  course,  made  the  goods  of  no  value  to  the  con- 
signee at  destination,  as  they  had  no  use  for  same,  and  we  were 
obliged  to  have  the  car  returned  to  our  factory. 

We  did  not  ask  the  carrier  handling  this  shipment  to  assume 
our  loss  in  this  sale  on  account  of  delayed  service,  nor  did  we 
ask  them  to  assume  transportation  charges  both  ways,  but  we 
merely  asked  them  to  assume  the  return  transportation  charges, 
which  they  refused  to  do,  claiming  that  they  were  not  responsible 
on  account  of  the  strike  which  had  occurred.  Kindly  let  us  have 
your  opinion  regarding  this  matter  and  whether  we  can  legally 
obtain  the  return  charges  on  this  shipment. 

Answer:  A  strike,  unless  of  such  a  character  that  neither 
the  railroad  nor  the  civil  authorities,  when  called  upon,  could 
control,  is  not  an  excuse  upon  which  the  carrier  may  rely  for  a 
defense  to  a  claim  for  damages  resulting  from  unreasonable 
delay  in  the  transportation  of  goods  by  the  carrier: 

For  unreasonable  delay  in  the  transportation  of  goods  the 
shipper  is  entitled  to  recover  the  difference  between  the  market 
value  of  the  goods  at  the  time  and  place  at  which  delivery  should 
have  been  made  and  their  market  value  when  delivery  was 
actually  made. 

The  carrier,  if  liable  for  the  delay,  should  be  willing  to  re- 
fund the  transportation  charges,  if  not  in  excess  of  its  liability 
under  the  rule  for  ascertaining  the  amount  of  damages  in  such  . 
cases,    set    forth    above,    as    a    compromise    settlement,    but,    of 
course,  cannot  be  compelled  to  do  so. 

Interest  on  Loss  and  Damage  Claims  Covering  Shipments  Moving 
During    Federal    Control 

Illinois. — Question:  Several  shipments  of  cotton  piece  goods 
consigned  to  us  arrived  in  Chicago  and  were  loaded  in  trap  cars 
and  reconsigned  to  our  siding  on  the  "Q."  Upon  arrival  we 
detected  the  damage  the  goods  had  suffered  and  had  an  inspection 
made  before  shipment  was  unloaded.  Therefore,  owing  to  this 
evidence  and  other  information  that  we  gave  the  carriers  in 
support  of  our  claim,  we  feel  that  the  investigation  and  settle- 
ment should  not  have  taken  more  than  sixty  to  ninety  days. 

However,  as  this  shipment  moved  during  Federal  control, 
the  claim  was  referred  to  the  Regional  Counsel  and  finally  set- 
tled fifteen  months  after  it  was  first  presented.  Owing  to  this 
unreasonable  delay  we  filed  a  claim  for  interest,  but  the  carriers, 
the  Regional  Counsel  and,  last,  the  Director  General,  have  turned 
down  our  claim  on  the  grounds  that  the  policy  is  not  adopted  to 
pay  any  interest  on  loss  or  damage  claims. 

It  appears  to  me  that  the  carriers  have  made  exception  to 
this  rule  some  time  or  other,  and  I  would  appreciate  your  ad- 
vising me  in  this  connection. 

Answer:     It  is  not,  we  understand,  the  policy  of  the  Rail- 
road  Administration   to  voluntarily   pay   interest   on   claims  for 
loss  or  damage,  and  therefore  in  order  to  recover  interest  on  your  . 
claim  you  must  file  suit  therefor. 

Whether  or  not  interest  could  be  recovered  through  suit  de- 
pends upon  the  decisions  of  the  courts  of  the  state  in  which  the 
suit  is  filed  with  respect  to  the  allowances  of  interest,  as  the 
decisions  of  the  various  states  are  not  entirely  uniform  in  their 
holdings  on  the  question. 

Liability  of  Carrier  for  Negligence  in  Routing  Shipment 
Ohio. — Question:  Some  time  ago  we  received  an  order  from 
a  Cleveland  customer  for  5  cans  of  our  grade  No.  2  mustard. 
Through  error  on  the  part  of  our  shipping  department  we  shipped 
this  customer  5  cans  of  our  grade  No.  1  mustard,  worth  approx- 
imately twice  as  much  as  the  inferior  grade  ordered.  The  error 
was  discovered  the  following  day  and  local  freight  agent  was 
immediately  notified.  He  succeeded  in  communicating  with  des- 
tination agent  by  telephone  prior  to  delivery  of  the  shipment 
and  requested  that  shipment  be  returned  to  shipper.  Having 
received  advice  that  delivery  of  original  shipment  had  been 
stopped,  we  then  made  shipment  of  the  goods  ordered.  We  were 
surprised  to  receive  a  few  days  later  what  was  intended  to  be 


the  return  of  our  first  shipment,  but  which  in  reality  consisted 
of  one  can  of  grade  No.  1  and  4  cans  of  grade  No.  2  mustard. 
It  will  be  seen,  therefore,  that  agent  at  Cleveland  confused  these 
two  shipments  and  sent  back  four  cans  of  our  second  shipment 
and  only  one  of  the  first.  We  so  advised  the  railroad  company 
at  once,  but  in  the  meantime  the  consignee  had  disposed  of  the 
goods,  not  knowing  that  he  was  selling  a  first-class  product  at  an 
inferior  price. 

We  would  like  to  have  you  advise  if  we  have  a  just  claim 
against  the  carrier  for  the  difference  in  value  of  the  two  ship- 
ments, bearing  in  mind  that  the  railroad  company  had  no  way  of 
discriminating  between  the  two  shipments  other  than  the  fact 
that  they  moved  one  day  apart. 

Answer:  The  carrier  having  undertaken  to  return  the  ship- 
ment in  compliance  with  your  instructions,  should,  in  our  opinion, 
pay  the  amount  of  your  loss  caused  by  its  negligence  in  perform- 
ing the  same. 

Damages — Delay   in  Transit 

New  York. — Question:  On  November  lQ,we  shipped  a  carload 
of  Portland  cement  to  a  customer  at  Blank,  R.  I.  Our  bill  of 
lading  was  correctly  drawn  up  and  we  have  ascertained  that 
the  car  was  correctly  billed  from  point  ~of  origin.  However, 
through  some  error  on  the  part  of  the  carrier,  car  finally  reached 
Blank.  Mass.  The  agent  at  the  latter  destination,  unable  to  find 
the  consignee,  wired  us  on  November  23,  and  we  ordered  the 
car  reforwarded  to  correct  destination,  Blank.  R.  I.,  where  it  was 
delivered  on  November  26.  In  the  meanwhile  our  customer  had 
already  paid  for  this  consignment  on  November  20,  taking  the 
discount  at  the  end  of  the  10  day  period  and  stating  that  the 
car  had  not  yet  arrived.  On  November  22  there  was  general 
reduction  on  Portland  cement  of  15  cents  per  barrel  and  we 
were  forced  to  send  our  customer  a  check  for  this  amount.  We 
feel  that  the  carrier  should  reimburse  us  for  the  amount  of  this 
credit,  as  there  had  been  ample  time  for  the  car  to  reach  des- 
tination, be  unloaded  and  turned  over  by  our  customer  before 
the  reduction  in  price.  Is  there  any  ruling  or  precedent  estab- 
lished that  would  support  our  claim? 

Answer:  For  unreasonable  delay  in  the  transportation  of 
goods  the  shipper  is  entitled  to  the  difference  between  the  mar- 
ket value  of  the  goods  at  destination  at  the  time  of  arrival  and 
that  at  the  time  the  goods  should  have  arrived  in  the  usual  course 
of  transportation. 

Assuming  that,  under  the  terms  of  your  contract  of  sale,  you 
were  legally  bound  to  refund  the  15  cents  per  barrel  to  your  cus- 
tomer, and  that  the  price  you  received,  after  deducting  the  gen- 
eral reduction  of  15  cents  per  barrel,  represents  the  market  value 
of  the  goods  at  time  of  arrival,  the  carrier  should  pay  your  claim 
in  the  amount  thereof. 

Freight  Charges — Liability  of  Consignor  for 

Illinois. — Question:  On  April  18,  1918,  the  L.  &  G.  Manu- 
facturing Company  made  a  shipment  for  the  account  of  the 
C.  W.  Company,  consigned  to  a  United  States  naval  training  sta- 
tion. Shipment  in  question  moved  on  collect  billing  and  the 
consignee  refused  to  pay  the  charges,  stating  that  shipment 
should  have  been  sent  to  them  prepaid  Carriers  have  taken  the 
matter  up  with  the  shipper,  the  L.  &  G.  Manufacturing  Company, 
who  advised  that,  inasmuch  as  shipment  was  made  for  the 
account  of  the  C.  W.  Company,  carriers  should  look  to  the  C.  W. 
Company  for  any  payment  of  charges. 

Since  the  shipment  was  made  we  took  over  the  business  of 
the  C.  W.  Company,  and  now  we  are  presented  with  a  freight  bill 
for  this  shipment  which  is  now  more  than  two  and  one-half  years 
old.  We  realize  that  carriers  are  compelled  to  collect  all  freight 
charges,  but  we  do  not  believe  that  we  should  be  held  responsible 
at  this  late  date,  considering  the  facts  as  already  noted. 

We  have  been  unable  to  find  any  cases  of  this  character  in 
your  issues  and  we  would  thank  you  to  advise  us  as  to  the 
carrier's  legal  right  in  demanding  this  payment;  also  advise  us 
as  to  the  statute  of  limitations  covering  this  particular  case  and, 
if  possible,  kindly  quote  some  decisions  on  cases  similar  to  this. 

Answer:  The  consignor,  as  the  party  with  whom  the  con- 
tract of  shipment  was  made,  is  primarily  liable  for  the  payment 
of  the  freight  charges,  notwithstanding  the*  delivery  of  the  goods 
to  the  consignee  without  payment  of  the  freight  charges. 

Paragraph  3  of  section  16  of  the  interstate  commerce  act 
now  provides  that  all  actions  by  a  carrier  for  the  recovery  of 
all  or  any  part  of  its  freight  charges  shall  be  begun  within  three 
years  after  delivery  of  the  property,  but  under  the  construction 
usually  given  such  statutes  this  provision  of  the  act  has  no  retro- 
active effect  and  therefore  a  suit  for  charges  may  be  begun  by 
the  carrier  within  the  period  of  limitations  fixed  by  the  state 
statute  in  which  suit  is  brought,  but  not  later  than  three  years 
from  the  date  of  the  enactment  of  the  provision  now  carried  in 
the  interstate  commerce  act,  namely.  March  1,  1920. 


ST.   LOUIS  TERMINAL   BONDS 

The  Terminal  Railroad  Association  of  St.  Louis  has  applied 
to  the  Commission  for  authority  to  sell  $65,000  of  par  value 
general  mortgage  4  per  cent  bonds  which  have  been  tendered 
and  accepted  at  face  value  in  payment  for  real  estate  bought  by 
the  company  in  St.  Louis. 
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Loose-Leaf  Traffic  Law  Service 

on  the 
Federal  Regulation  ot  Interstate  Commerce  and  Common  Carriers 


SYNOPSIS  AND  SCOPF.    OF  LOOSE-LEAF  TRAFFIC  LAW  SERVICE 


Traffic  law  Service  consists  of  three  important  component  parts: 

(1)  A   loose-leaf  work  of   living    transportation    law,  always 

up-to-date. 

(2)  The   service   of   keeping    the   loose-leaf    work    current    by 

amendatory  and  supplementary  pages  to  meet  the  eon- 
slant  changes  in  and  development  of  the  subject. 

(3)  Expert  Consultation  Services,  which  include  the  rendering 

of  opinions  on  all  matters  within  the  limits  of  the  subject. 

Prices  and  Term* 

PLAN  1:  The  loose-leaf  work  and  the  service  of  keeping  the  same 
current  (or  one  year  by  amendments  and  supplements,  at  a  price  of 
$loo  less  y  ;  for  cash,  or  else  an  initial  payment  of  }to  and  the  bal- 
ance at  $7.50  per  month.  Renewal  cost  after  first  year.  $23  per 
annum,  optional  with  subscriber. 

PLAN  2:  The  loose-leaf  work  and  (he  continuation  service  as  MI 
forth  in  Plan  I,  together  with  Consultation  Privileges  (or  one  year, 
at  a  price  of  $150  less  5%  for  cash,  or  else  an  initial  payment  of  $25 
and  the  balance  .11  $10  per  month.  Renewal  cost  after  first  year.  $50 
per  annum,  optional  with  subscriber. 


LOOSE-LEAF  TRAFFIC  LAW  SERVICE  mil  be  forwarded  (or  rumination  and  approv.il.  without  obligation  whatsoever.  An 
rumination  of  Ihi.  work,  Mpe<Ully  a  review  of  .uch  ch.pt.r.  «  "Umit.tlon  of  Common  C.rrUr't  Liability,"  "Fr*4cht 
Rate*  end  (  h.r»..."  "Fr.irht  Tariff*  or  Rat.  Scr,*dul«,"  "Loof-.nd-Short-H.ul  CUuse,"  etc..  will  .ffdrd  you  th. 
hMt  opportunity  to  judt«  of  the  *elue  of  thi.  S*r*)c*. 

Federal  and  S«atr  Courts.  A  working  library  on  this  subject  costs  thousands  ot  dollar),  toytthtr  with  thr  (real  coat  of  main- 
tenant*.  TRAFFIC  LAW  SERVICE  is  the  only  compact,  comprehensive,  and  up-to-d.t.  work  on  this  ,ubj«t  wher.ln 
the  law  Mi  every  propositioA  U  fully  stated  In  an  .  uthorit  sti  vi  «  ~  ~ 


11  dupositiott  by  th«  United  State*  Supreme  Court,  o 


Th*  merit*  o(  TRAFFIC  LAW  SERVICE  itand  proved.  It  It  the  authority  for  the  taw  joveming  all 
Daily  accees  fa  TRAFFIC  LAW  SKKVECK  would  prove  of  nuterul  asiisuiK«  in  the  idjuiimem  of  r 
matter*  at  j  f r*.t  uninf  of  lime,  labor,  and  money. 

TRAFFIC  LAW  SERVICE  CORPORATION,  ^yifsr^s:  CHICAGO,  ILL 

Writ.  «t  one.  tor  FREE  DESCRIPTIVE  LITERATURE,  u.inf  Brm  l.tt.r-h»d 


PORTLAND,  OREGON 

OREGON  TRANSFER  COMPANY 

Established  In  1K« 

General  Transfer  and  Storage  Business 

Four   Warehouses    on    Terminal   Tracks 

255,000  Square  Feet 

Special  attention  given  Merchandise  Stocks, 
Storage  Accounts  and  handling  of  Car- 
loads for  Distribution. 

NO  SWITCHING  CHARGE  ON  CARLOAD  SHIPMENTS 


MEXICO 

Exporters,  Attention! 

Port  of  Laredo  Cleared 

Through  the  splendid  cooperation  of  the  National 
Lines  of  Mexico,  freight  congestion,  at  this  port 
has  been  entirely  relieved  and  we  are  now  pre- 
pared to  render  service  of  the  highest  efficiency. 

Route  your  merchandise  for  reforwarding  via  our 

PACKAGE  CARS 

FIVE  to  SIX  DAY  SERVICE  to  MEXICO  CITY 


Camphuis  &  Company,  Inc. 

Forwarding  Agents 
LAREDO     .     .     .    TEXAS 

Largest  and  Best  Equipped  Forwarding 
Organization  on  the  Mexican  Border 

OFFICES] 
Laredo,  Ten*          El  Paso,  Texa»          Eagle  Pass,  Texas 

Nuevo  Laredo,  Tamp*.  Juarez,  Chih. 

Piedras  Negrai,  Coah.     Mexico  City      Monterrey,  N.  L. 

Writ*  ul  for  fuH  particular!  and  rtqufil 
m  copy  of  our  mMppIng  tnttruction*. 


Fortnightly 
Sailings 


NAWSCO  LINES 

FAST  REGULAR  INTERCOASTAL  FREIGHT  SERVICE 


100  A-l  Steel 

Steamers 


BOSTON,  MASS.  SAN  DIEGO  OAKLAND  SEATTLE 

PHILADELPHIA,  PA.        and   j     LOS  ANGELES  ASTORIA  TACOMA 

PORTLAND,  ME.  SAN  FRANCISCO          PORTLAND          VANCOUVER 

Through  Bittt-of -Lading,   to  Hawaiian  Islands  and  the  Far  East 

NORTH  ATLANTIC  AND  WESTERN  STEAMSHIP  COMPANY 


136  South  4th  Street,  Philadelphia 
98  Exchange  Street,  Portland 


Owners  and  Operator*  U.  S.  Shipping-  Board  Ship* 

111  Summer  Street,  Boston 
2  Stone  Street,  New  York 


601  Bessemer  Building,  Pittsburgh 
142  South  Clark  Street,  Chicago 


ADMIRAL   LINE.  Pacific  Coast  Ports 
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CLEVELAND  BODY  ASKS  LOWER  RATES 

The  Cleveland  Chamber  of  Commerce,  through  its  board  of 
directors,  has  adopted  and  circulated  an  outline  of  the  position 
they  fill  take  at  the  general  rate  investigation,  January  9.  An 
immediate  general  reduction  in  rates,  on  a  horizontal  basis,  Is 
demanded,  on  the  theory  that  operating  expenses  have  been 
decreased  sufficiently  to  warrant  such  a  reduction  and  because 
it  is  believed  a  heavier  traffic  and  larger  earnings  will  result. 
The  outline  is  as  follows: 

Since  the  decision  of  the  Commission  in  Ex  Parte  74,  establishing 
the  present  level  of  rates,  there  have  been  material  reductions  in 
wages,  approximating  12  per  cent,  under  awards  of  the  Labor  Board; 
there  has  been  a  readjustment  of  working  conditions  certain  to  result 
in  lower  expenditures  for  employment  and  further  reductions  in  the 
labor  bill  of  the  railroads  are  anticipated  both  from  a  lower  wage 
scale  and  from  the  dismissal  by  the  carriers  of  a  large  number  of 
employes.  There  have  been,  also,  very  considerable  decreases  in  the 
cost  of  materials  purchased  by  the  railroads  during  the  last  twelve 
months.  Manifestly  because  of  these  conditions  lower  rates  should 
now  earn  for  the  carriers  a  return  equal  to  that  anticipated  under 
Ex  Parte  74. 

Furthermore,  it  is  the  general  feeling  throughout  the  country  that 
improved  economic  and  industrial  conditions  would  be  inspired  by  a 
general  reduction  in  railroad  rates,  and  it  is  our  belief  that  such  a  re- 
duction is  warranted  in  anticipation  both  of  further  economies  and 
wage  reductions  on  the  part  of  the  carriers  and  of  Increased  earnings 
due  to  larger  traffic  which  would  be  the  probable  result  of  the  stimu- 
lation produced  by  these  lower  rates. 

Inasmuch  as  the  increases  of  rates  have  been  horizontal  and  ap- 
plied to  all  classes  of  traffic  and  articles  of  transportation,  it  is  the 
feeling  of  our  body  that  a  reduction  such  as  we  believe  is  now  war- 
ranted should  also  be  of  general  application  and  that  as  the  penalty 
of  the  increased  rates  was  general  In  character,  so  should  the  benefit 
of  a  reduction  be  generally  distributed. 

Our  body  is  not  in  a  position  to  offer  a  definite  suggestion  as  to 
the  measure  of  the  reduction  which  should  be  made,  feeling  that  this 
is  a  matter  which  Is  the  province  of  the  Commission  to  discover,  and 
we  are  confident  that,  in  deciding  upon  the  amount  of  any  reduction 
to  be  ordered,  the  Commission  will  consider  and  conserve  the  car- 
riers' revenues  so  that  adequate  service  and  facilities  may  be  main- 
tained, and  provision  be  made  for  the  expansion  of  the  country's 
business. 


CANADIAN  RATE  REDUCTION 

General  Order  No.  350  of  the  Board  of  Railway  Commis- 
sioners of  Canada,  which  ordered  a  10  per  cent  reduction  in 
freight  rates  and  the  reduction  of  sleeping  and  parlor  car  rates 
to  a  basis  25  per  cent  over  the  rates  of  September  13,  1920, 
the  reductions  to  be  effective  December  1,  1921,  was  promulgated 
on  the  recommendation  of  Chief  Commissioner  F.  B.  Carvell, 
who  presided  over  an  informal  conference  last  August,  at  which 
the  Canadian  roads  and  the  board  met  to  discuss  rates  and  fares. 

Although  the  railroads  generally  contended  that  they  could 
not  stand  a  reduction,  Chief  Commissioner  Carvell,  after  analyz- 
ing their  figures,  arrived  at  the  conclusion  in  his  recommenda- 
tion, that  on  the  improved  showing  of  the  past  few  months,  a 
substantial  reduction  could  be  made.  He  said,  in  part: 

I  think  that  instead  of  showing  a  deficit  of  $1,100,000,  they  (the 
Canadian  Pacific)  will  have  a  substantial  surplus  after  meeting  all 
dividend  requirements  and,  of  course,  fixed  charges,  pensions  and 
income  tax.  If  I  am  correct  in  this  estimate,  then  there  should  be 
a  reduction  in  rates,  because  the  public  is  entitled  to  every  cent  of  a 
reduction  in  rates  which  is  possible  under  existing  circumstances.  A 
year  ago  this  board  gave  the  railroads  a  percentage  increase  in  rates 
on  all  traffic  excepting  a  few  items  hereinafter  referred  to,  such  as 
sand,  gravel,  crushed  stone,  etc.,  and  they  were  given,  at  least  by 
me,  under  the  firm  conviction  of  absolute  necessity,  with  the  hope 
that  some  time  in  the  near  future  rates  might  be  brought  back  to 
the  same  basis  subject  to  a  few  special  reductions  which  the  railway 
companies  would  like  to  make  for  any  reason  which  to  them  may 
seem  proper.  As  they  have  already  made  very  considerable  reduc- 
tions, which  I  have  particularly  referred  to,  I  think  they  could  stand 
a  10  per  cent  reduction  on  the  remainder  of  their  freight  traffic  and 
still  pay  their  dividends. 

I,  therefore,  think  an  order  should  issue  instructing  all  steam 
railway  companies  in  Canada,  under  the  jurisdiction  of  the  board,  to 
file  tariffs  reducing  the  fares  on  their  sleeping  Pullman  and  parlor 
cars  by  25  per  cent,  not  25  per  cent  from  existing  rates,  but,  going 
back  to  1920,  when  they  were  given  an  increase  of  50  per  cent,  it 
should  now  be  figured  on  an  increase  of  that  date  of  25  per  cent. 
This,  I  am  sure,  will  produce  more  money  at  the  end  of  the  year  for 
the  railway  companies  than  they  could  possibly  earn  under  present 
rates,  because,  as  before  stated,  I  am  satisfied  that  these  rates  are 
so  high  that  they  are  preventing  much  traffic  which  otherwise  they 
would  obtain.  That  all  freight  rates  other  than  those  on  which  de- 
creases have  already  been  made  and  also  those  hereinafter  especially 
provided  for.  should  be  decrea'sed  by  10  per  cent  from  the  increases 
given  in  1920,  which  would  leave  the  increase  in  western  Canada  at  20 
per  cent  and  in  eastern  Canada  at  25  per  cent.  In  cases  where  the 
reductions  already  granted  have  not  amounted  to  10  per  cent  they 
should  be  reduced  to  that  point;  where  they  exceed  10  per  cent  they 
will  remain  as  at  present.  There  will  be  no  reductions  on  crushed 
stone,  sand  and  gravel,  cord  wood,  slabs,  edgings  and  saw  mill  refuse 
when  used  exclusively  for  fuel,  and  milk,  as  no  increases  were  given 
on  these  commodities  by  the  1920  order.  There  should  be  no  reduc- 
tion on  coal  because  the  increases  on  this  commodity  in  no  cases 
exceeded  20  cents  per  ton  and  were  graduated  down  to  15  and  10 
cents  per  ton  according  to  distance.  There  should  be  no  decrease  In 
the  minimum  class  rates  now  in  force  by  order  of  this  board  or  in 
the  minimum  charge  per  shipment,  as  these  were  not  increased  a 
year  ago.  There  will  be  no  decrease  in  commutation  or  passenger 
fares,  because  passenger  fares  are  now  back  to  where  they  were  in 
1920,  and  commutation  fares  have  been  dealt  with  by  a  special  order 
of  this  board.  The  decrease  hereby  authorized  shall  be  only  for  line 
hauls  and  shall  not  affect  local  switching  rates,  tolls  for  interswitch- 
Ing,  or  such  Incidental  services  as  milling  in  transit,  diversions,  recon- 
Blgnments,  stop-overs,  demurrage,  weighing  and  the  like,  as  they 
were  not  dealt  with  in  the  1920  order.  In  arriving  at  these  decreases, 
existing  spreads  between  the  rates  from  various  mills  in  British 
Columbia  shall  be  maintained,-  the  same  as  provided  for  in  the  order 
of  1920,  and.  of  course,  the  export  rates  will  not  be  affected  by  this 
order,  as  they  were  subject  of  a  special  order  of  the  board. 


The  order  in  presuance  to  the  above  recommendation  was 
issued  as  follows: 

It  Is  ordered  that  the  railway  companies  operating  steam  railways 
subject  to  the  jurisdiction  of  the  board  file  tariffs,  effective  December 
1,  1921,  providing  for  the  following  reductions  in  domestic  freight 
rates  within  Canada,  excepting  transcontinental  commodity  rates 
(hereinafter  mentioned)  and  rates  on  coal,  crushed  stone,  sand  and 
gravel,  as  follows: 

(a)  In  the  territory  east  of  and  including  Westfort,  Fort  William 
and  Port  Arthur.  Ont.,  rates  based  upon  25  per  cent  over  the  rates  in 
effect  prior  to  September  13.  1!I20. 

(b)  In  the  territory  west  of  and  Including  Port  Arthur,  Fort  Wil- 
liam and  Westfort,  Ont.,  rates  based  upon  20  per  cent  over  the  rates 
in  effect  prior  to  September  13,  1920. 

(c)  On  through  rates  between  eastern  and  western  territories  the 
above    named    percentages    shall    apply    to    the   eastern   and   Western 
factors  respectively. 

(d)  Recognized  differentials  in  commodity  rates  to  be  preserved  as 
far  as  possible. 

(e)  Transcontinental  commodity  rates  shall  be  constructed  on  the 
basis  of  an   increase  of  23%   per  cent  over  the  rates  in   effect  prior 
to  September  13,   1920. 

That  sleeping  and  parlor  car  rates  be  reduced  to  the  basis  of 
25  per  cent  over  the  rates  in  effect  prior  to  September  13,  1920. 

Provided  that  no  rates  at  present  in  effect  be  increased  under 
the  provisions  of  this  general  order. 

That  the  order  shall  not  apply  to  the  minimum  class  scale  es- 
tablished by  order  in  council  P.  C.  1863,  nor  to  switching  rates  and 
charges  for  special  services,  such  as  mllling-in-transit,  stopover  de- 
murrage and  weighing. 

That,  in  workhig  out  the  rates  authorized  under  this  order, 
fractions  be  disposed  of  as  set  out  in  the  said  order  in  Council  P.  C. 
1863. 

On  November  26  the  order  was  amended  as  follows: 

(f)  That   rates   on   cordwood,    slabs,    edgings,   and  mill   refuse   for 
fuel  purposes,   be  restored   to  the  basis  in  effect  prior  to  September 
13,   1920. 

COAL  PRODUCTION  REPORT 

The  Traffic   World   Washington  Bureau 

"Coal  production  declined  again  during  the  week  ended  De- 
cember 17,  and  established  a  new  low  record  for  the  season  this 
year,"  the  Geological  Survey  said  in  its  current  coal  report.  "The 
total  output  of  bituminous  coal  was  7,046,000  net  tons  and  the 
average  per  working  day,  1,174,000  tons.  The  lowest  daily  aver- 
age in  any  December  of  the  past  eight  years,  the  period  over 
which  records  of  current  output  extend,  was  1,379,000  tons  in  1914. 

"Expressing  the  same  idea  in  different  terms,  it  may  be  noted 
that  the  present  production  is  at  the  rate  of  only  362,000,000  tons 
a  year.  The  latest  year  in  which  the  country's  needs  were  met 
with  so  small  an  amount  was  1908.  This  fact  is  the  more  extra- 
ordinary when  it  is  remembered  that  December  is  ordinarily  a 
month  of  maximum  output,  and  that  the  country's  normal  re- 
quirements have  increased  by  175,000,000  tons  since  1908. 

"The  lake  season  is  over,  and  the  seaborne  export  trade  is 
very  dull,  but  these  facts  alone  do  not  account  for  the  decrease 
in  output.  It  is  evident  that  coal  is  flowing  rapidly  out  of  storage, 
for  7,000,000  tons  a  week  is  insufficient  to  meet  current  consump- 
tion. 

"Final  reports  from  the  Ore  and  Coal  Exchange  indicate  that 
the  total  quantity  of  bituminous  coal  handled  at  Lake  ports  in  the 
season  of  1921  was  23,171,449  net  tons.  Three-quarters  of  a  mil- 
lion tons  (759.069  tons)  were  used  for  vessel  fuel.  The  cargo 
shipments  totalled  22,412,480  tons,  almost  exactly  the  same  figure 
as  that  for  1920.  In  comparison  with  1919  the  present  season  has 
shown  a  slight  increase.  It  was,  however,  nearly  6,000,000  tons 
below  1918. 

"The  seassn  of  1921  has  resembled  1919  in  many  respects  but 
in  none  more  than  in  the  destination  of  the  coal  shipped  up  the 
Lakes.  The  tonnages  and  the  relative  proportion  moving  to 
American  and  Canadian  points  have  been  almost  exactly  the  same 
as  in  that  year.  As  before,  79  per  cent  of  the  total  forwarded 
went  to  American  ports,  and  21  per  cent  to  Canadian  ports.  Per- 
haps the  most  significant  shift  in  distribution  was  an  increase  of 
half  a  million  tons  in  the  quantity  moving  to  American  destina- 
tions on  Lake  Superior,  which  was  compensated  for  by  a  de- 
crease of  like  amount  in  shipments  to  Lake  Michigan. 

"An  increase  in  tonnage  handled  at  Hampton  Roads  piers 
during  the  week  ended  December  17  was  due  to  recovery  in  coast- 
wise shipments  rather  than  to  any  revival  of  the  export  trade. 
The  total  quantity  dumped  is  reported  at  294,540  net  tons,  an  in- 
crease of  35  per  cent.  Cargo  coal  consigned  to  New  England 
ports  rose  from  134,476  to  197,705  tons.  Exports  were  reported 
to  be  39,595  tons,  barely  equal  to  the  daily  rate  in  the  year  1920." 


EXPORT  COAL  RATE  CONFERENCE 

The  Traffic   World   Washington  Bureau 

The  disagreement  between  the  coal  men  and  other  members 
of  the  committee  dealing  with  the  export  coal  rate  situation,  as 
disclosed  after  a  meeting  of  that  committee,  December  22,  was 
unexplained  and  seemed  inexplicable.  There  was  no  doubt  but 
that  the  coal  men  believed  that  the  meeting  disclosed,  as  a  fact, 
a  determination  on  the  part  of  the  railroads  to  adhere  to  their 
previously  announced  position  of  refusing  to  make  the  suggested 
dollar  a  ton  reduction. 

It  was  equally  certain  that  other  members  of  the  committee 
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DALLAS,  TEXAS 

Distribution  and  Warehousing 

The  Inter-State  Forwarding  Company 

Package  Cars  to  Mexico 

Package  cars  are  operated  daily  out  of  Dallas  to  Laredo  for 
Mexican  points.    Goods  consigned  in  our  care  will  reach  this  car. 

We  Specialize  on  Distribution  and  Storage 
of  Merchandise  of  All  Kinds 

OUR  SERVICE  IS  PROMPT.   OUR  RATES  REASONABLE 

We  maintain  a  rate  bureau.    Freight  rates  furnished 

upon  application.     Correspondence  solicited. 


HOUSTON,  TEXAS 

Binyon-O'Keefe  Fireproof  Stg.Co. 

The  House  of  Real  Service 


POOL  CAR  DISTRIBUTORS  FOR  SOUTHWEST 
TEXAS  AND  MEXICO 

IDEAL  FACILITIES  FOR   PERMANENT 
STOCK  DISTRIBUTION 

500,000  SQUARE  FEET  FLOOR  SPACE 

WAREHOUSES  AT  HOUSTON, 
FT.  WORTH  AND  GALVESTON 


North  China 
W-f-  Line 

Columbia  Pacific  Shipping  Company 

Regular    Direct   Freight   Service   Without   Transhipment 

PORTLAND,  OREGON 

TO 
Yokohama,  Kobe,  Shanghai,  Tsingtao,  Tientsin 

(Taku  Bar),  Chinwangtao,  Dairen 
SS  LAS  VEGAS  ......  Jan.  23        SS  WEST  MOMENTUM  .  Mar.  6 

SS  EASTERN  SAILOR  .     Feb.  13        SS  WEST  KADER   ...  Mar.  27 

Shanghai,  Manila  and  Hongkong 

SS  WEST  KEATS  ----  Jan.  17 

SS  VINITA  ........  Feb.  17 

SS  WEST  CAYOTE  .  .  .  Mar.  17 

ALL  AMERICAN  FLAG  A-l  STEEL  STEAMERS 

Transhipment  at  Shanghai  to  American  River  Steamers 

for  Hankow,  Pukow,  Nanking  and  other  open 

Yangtze  River  Ports 

For  information  regarding  Space,  Rates,  etc.,  apply  to 

COLUMBIA  PACIFIC  SHIPPING  CO.,     «  J2 
UNITED  AMERICAN  LINES,  INC.,    "7 
R.  T.  JOHNS  &  COMPANTUNC., 

COLUMBIA  PACIFIC  SHIPPING  CO. 

GENERAL  OFFICES 
509-522  Board  of  Trade  Building,  PORTLAND,  OREGON 


Str-'! 


MUSKOGEE,  OKLA.  I 


Muskogee  Transfer  &  Storage  Co. 
2 — Fireproof  Warehouses 

Merchandise  and  Household  Goods 

Stored— Pool  Cars  Distributed 

Railroad  Siding. 


ROCHESTER,  NEW  YORK 

General  Storage         Carload  Distribution 

Membert  American  Wirebouiemea'a  AiiocUtion  and  American  Chun  W  War«bwu«M 

B.  R.  &  P.  WAREHOUSE,  Inc. 


BROOKLYN  -PERSONAL  SERVICE"  NEW  YORK 

MERCHANDISE  STORAGE  COMPANY,  INC.  LIGHTERAGE 

FOURTH  AVENUE  AND  SIXTH  STREET,  BROOKLYN  FACILITIES 

INSIST  ON  CLEAN— DEPENDABLE— STANDARDIZED  WAREHOUSING 

AND  SELECT  YOUR  WAREHOUSEMAN  AS  YOU  WOULD  YOUR  OWN  BANKER 


GENERAL  FREIGHT  SERVICE  ASSOCIATION 

(INCORPORATED) 

TRANSPORTATION  AND  TRAFFIC  SPECIALISTS  FOR  SHIPPERS 


I.  L.  BURL1NGAME,   Preiident 

W.  E.  McGARRY,  Vice-Pres.  and  Gen.  Mgr. 

J.  C.  RYAN,  Traffic  Manager 


ST.  LOUIS,  MO. 

LONG  DISTANCE  TELEPHONE 
BELL-OLIVE  7418 


J.  F.  ROACH,   Manager   Demurrage  Dept. 

ARTHUR  E.  HAID,  Counsel 


OUR  RAPIDLY  INCREASING  CLIENTELE  HAS  MADE  IT  NECESSARY  FOR  US  TO  LEASE  LARGER  OFFICES 
ON  AND  AFTER  JANUARY  1,  1922,  WE  WILL  BE  LOCATED  IN 

710-711-712    LACLEDE    GAS    LIGHT    BUILDING 
ELEVENTH  AND  OLIVE  STS.f  ST.  LOUIS,  MO. 

OUR  STAFF  OF  EXPERTS  ARE  PREPARED  TO  HANDLE  ANY  OR  ALL  OF  YOUR  TRAFFIC  PROBLEMS 

WRITE  FOR  DESCRIPTIVE  CIRCULAR  OF  OUR  COMPLETE  SERVICE 

REFERENCE:— UNION  STATION  TRUST  CO.,  ST.  LOUIS,  MO. 


1380 


THE    TRAFFIC     WORLD 


Vol.  XXVIII,  No.  27 


believed  the  committee  meeting  resulted  in  nothing  more  than 
the  assembling  of  statistics  prepared  by  the  operators,  the  Ship- 
ping Board  and  the  department  of  commerce,  which  were  to  be 
laid  before  the  higher  executives  of  the  railroads  in  the  hope 
that  they  would  recede  from  their  prior  refusal  to  make  the  re- 
duction desired.  Director  Hardie,  of  the  Commission's  bureau 
of  traffic,  who  could  occupy  a  perfectly  neutral  position  in  the 
matter,  was  positive  in  a  declaration  that  the  committee  had  not 
the  power  to  make  any  decision,  and  that  all  it  could  and  did 
do  was  to  assemble  the  facts  presented  by  the  operators,  the 
Shipping  Board,  and  the  department  of  commerce  for  communi- 
cation to  the  higher  executives  by  Vice-President  Whitaker  of  the 
Chesapeake  &  Ohio. 

Uncertainty  as  to  what  was  really  done  in  the  committee 
meeting  existed  because  T.  P.  Farrell,  the  representative  of  the 
coal  men  on  the  committee,  left  the  city  almost  immediately 
after  the  meeting.  The  report  that  the  railroads  had  rejected 
the  proposal  for  a  reduction,  rightly  or  wrongly,  was  attributed 
to  him.  Representatives  of  the  various  coal  associations  in 
Washington  believed  that  the  railroads  had  again  declined  to 
make  the  reduction,  and  the  fact  that  they  so  believed  was  at- 
tributed to  what  Mr.  Farrell  had  said. 

The  members  of  the  committee  other  than  Mr.  Farrell,  it  is 
known,  understood,  when  the  meeting  came  to  an  end,  that  Mr. 
Whitaker  would  place  before  the  higher  railroad  executives  the 
memoranda  that  had  been  submitted  thereat.  It  is  also  cer- 
tain that  they  believed  that  the  higher  executives  would  again 
go  over  the  subject  before  the  matter  was  closed. 

Members  of  the  committee  other  than  Messrs.  Whitaker  and 
Farrell  received  the  impression  that  the  railroads  would  be  in- 
clined to  make  the  reduction  if  the  Commission  would  give  them 
assurance  that,  in  the  event  they  made  the  reduction,  the  Com- 
mission would  not  consider  it  a  precedent  in  any  other  move 
for  the  establishment  or  the  lowering  of  export  rates,  or  as  & 
fact  having  any  bearing  upon  the  domestic  coal  rate  adjustment. 


COAL  TARIFFS  SUSPENDED 

The  Traffic   World   Washington  Bureau 

By  means  of  a  suspension  order  in  I.  and  S.  1460,  promul- 
gated December  27,  the  Commisison  stopped  what  looked  like 
a  riot  over  the  adjustment  made  by  it  in  its  report  on  I.  and  S. 
No.  774,  in  comparison  with  which  the  commotion  caused  by 
Ford's  Detroit,  Toledo  &  Ironton  would  never  have  been  noticed. 
By  its  order  in  I.  and  S.  1460,  the  Commission  suspended  sup- 
plements of  the  Chesapeake  &  Ohio  and  the  Louisville  &  Nash- 
ville, effective  January  19.  The  day  the  Commission  announced 
the  suspension  of  the  supplements  indicated,  it  received  another 
supplement  from  the  Louisville  &  Nashville,  effective  date  Janu- 
ary 29,  which,  if  allowed  to  become  operative,  probably  would 
have  intensified  the  disturbance  to  the  dignity  of  a  rate  war  of 
first  magnitude 

Suspension  of  the  tariffs  was  made  upon  protests  from  the 
New  York  Central,  Pennsylvania,  and  Baltimore  &  Ohio.  The 
suspension  runs  to  April  24  and  covers  schedules  published  in 
supplements  Nos.  6  and  7  to  Chesapeake  &  Ohio  Railway  Com- 
pany tariff  I.  C.  C.  No. .  8665,  effective  December  25,  1921,  and 
Supplement  No.  15  to  Louisville  &  Nashville  Railroad  Company 
tariff  I.  C.  C.  No.  A-14875,  effective  January  19,  1922. 

The  suspended  schedules,  according  to  the  Commission's 
announcement,  propose  reductions  in  the  rates  on  bituminous 
coal,  carloads,  from  mines  on  the  Chesapeake  &  Ohio  and  Louis- 
ville &  Nashville  Railroad  stations  to  destinations  on  the  South- 
ern Railway  in  Indiana  and  Illinois.  The  following  shows  the 
present  and  proposed  rates  in  cents  per  net  ton  on  bituminous 
coal,  carloads,  from  Chesapeake  &  Ohio  mines  in  the  Kanawha 
and  Big  Sandy  districts  to  destinations  indicated: 

Te  Present  Proposed 

Muren,    Indiana    364  347 

Oakland   City.   Indiana    364  347 

Mt.   Carmel.    Illinois    378  347 

Centralia,    Illinois    413  347 

East  St.   Louis,   Illinois    418  347 

This  imitation  of  Ford,  on  a  large  scale,  was  brought  about 
by  the  desire  of  the  Chesapeake  &  Ohio  to  place  the  mines  on 
its  rails  on  an  equality  with  those  on  the  Louisville  &  Nashville. 
The  two  roads  come  into  competition  for  business  in  Indiana, 
Illinois  and  other  middle  western  states,  from  the  McRobeits- 
Jellicc-Hazard  fields  or  district  on  the  Louisville  &  Nashville 
in  eastern  Kentucky,  and  the  Big  Sandy  field  on  the  Chesapeake 
&  Ohio.  A  mountain  separates  the  fields. 

In  Ex  Parte  74,  the  Chesapeake  &  Ohio  was  treated  as  be- 
ing in  the  eastern  district  and  the  Louisville  &  Nashville  as 
being  in  the  southern.  Forty  per  cent  added  to  the  rates  from 
mines  on  the  Chesapeake  &  Ohio  put  them  at  a  decided  disad- 
vantage with  the  mines  on  the  Louisville  &  Nashville,  on  the 
other  side  of  the  mountain,  because  the  L.  &  N.  could  add  only 
33%  per  cent  to  the  rates  from  its  mines. 

A  short  time  ago  the  Chesapeake  &  Ohio  made  a  move  to- 
ward placing  the  mines  on  its  rails  east  of  the  mountain  on 
more  nearly  an  equality  with  the  Louisville  &  Nashville.  In 
the  mass  of  correspondence  sent  to  the  Commission  it  appears 
the  Chesapeake  &  Ohio  obtained  the  consent  of  the  eastern  dis- 
trict rate  committee  to  the  making  -of  reductions  from  the  Big 


Sandy  district.  That  much  is  not  in  dispute.  The  Chesapeake 
&  Ohio,  however,  did  not  stop  at  the  Big  Sandy  mines.  It 
made  readjusting  reductions  from  the  mines  in  all  districts  on 
its  rails,  so  the  Big  Sandy  would  not  have  an  advantage  over 
competitors  on  the  Chesapeake  &  Ohio. 

The  eastern  committee  may  have  consented  to  what  the 
Chesapeake  &  Ohio  proposed,  but  the  Louisville  &  Nashville 
did  not.  In  effect  it  insisted  upon  the  Chesapeake  &  Ohio 
taking  advantage  of  its  location,  which,  in  this  case,  was  a 
disadvantage  brought  about  by  the  inclusion  of  its  rails  in  the 
eastern  or  highest  rated  district.  It  met  the  move  of  the 
Chesapeake  &  Ohio  by  proposing  a  simultaneous  reduction  from 
the  McRoberts  district. 

When  the  Chesapeake  &  Ohio  readjustment  supplements, 
effective  December  24,  came  out,  the  L.  &  N.  i'elt  constrained  to 
file  another  supplement,  effective  January  19.  It  did  that,  accord- 
ing to  its  explanation,  because  the  readjustment  proposed  by  the 
Chesapeake  &  Ohio  affected  not  merely  the  Big  Sandy,  but  cov- 
ered other  mines  that  compete  with  mines  on  the  L.  &  N. 

The  first  moves  were  all  confine^  to  stations  east  of  Prince- 
ton, Ind.  By  later  supplements  the  whole  of  Indiana  and  Illinois 
stations  on  the  Southern  have  become  involved,  including  East 
St.  Louis  and  stations  in  Iowa  and  Wisconsin,  regardless  of 
Princeton. 

Among  the  things  the  Chesapeake  &  Ohio  supplements  are 
said  to  do  is  to  put  destinations  served  from  the  Chesapeake  & 
Ohio  mines  as  much  as  15  cents  under  the  rates  from  Louisville 
&  Nashville  mines.  Another  effect  was  actually  to  put  the  Ohio 
mines,  in  which  the  Baltimore  &  Ohio  and  Pennsylvania  are 
directly  interested,  4  cents  over  rates  from  the  mines  in  the 
Kanawha  district  in  West  Virginia,  instead  of  25  cents  under, 
as  the  Commission,  in  I.  and  S.  774,  said  they  should  be. 

Reductions  ranging  from  17  to  66  cents  are  proposed  in  the 
supplements  'that  have  already  been  suspended.  If  permitted  to 
become  operative  they  would  wipe  out  the  greater  part  of  the 
increase  made  by  the  carriers  under  permission  granted  in  Ex 
Parte  No.  74. 

The  basis  for  the  claims  and  counter  claims  is  the  adjust- 
ment which  existed  prior  to  Ex  Parte  74.  The  varying  per- 
centages of  increase  allowed  in  that^ase,  together  with  the  rule 
for  disposing  of  fractions,  resulted 'in  making  the  Commission's 
I.  and  S.  774  adjustment  look  like  the  proverbial  cocked  hat. 
So  long  as  the  demand  for  coal  was  greater  than  the  supply  the 
departures  from  the  cents  per  ton  relationship  did  not  worry 
either  the  operators  or  the  railroads.  There  was  no  trouble  in 
selling  all  the  coal  that  could  be  loaded.  Now,  however,  five 
cents  per  ton  looks  almost  as  big  as  a  mountain.  Yet  the  rule 
for  disposing  of  fractions  is  based  on  the  assumption  that  it  is 
so  small  that  it  can  be  disregarded.  Inasmuch  as  the  relation- 
ship ordained  by  I.  and  S.  774,  in  many  cases,  was  represented 
by  10  or  15  cents  per  ton,  the  rule  for  disposing  of  fractions 
has  become  a  thing  of  vital  importance  to  both  mine  operators 
and  railroads.  The  Louisville  &  Nashville  is  insisting  upon 
maintenance  of  the  relationship  established  by  the  rates  allowed 
in  Ex  Parte  74,  while  the  Chesapeake  &  Ohio  is  trying  to  get 
back,  as  nearly  as  possible,  to  the  differentials  that  existed  before 
Ex  Parte  No.  74. 


IRON  ORE  TARIFFS  SUSPENDED 

The   Traffic    World    Washington   lliirftiu 

The  Commission,  December  24>.,in  I.  and  S.  1459,  suspended, 
from  December  27  to  April  26,  all  the  schedules  in  Erie  I.  C.  C., 
Nos.  A-6224  and  A-6225  and  Pennsylvania  Railroad,  I.  C.  C., 
F-1346,  naming  rates  on  ex-lake  iron  ore,  from  Lorain,  Toledo  and 
Cleveland.  The  suspended  schedules  would  have  become  effective 
December  27  but  for  the  order  of  suspension.  In  effect,  they 
would  have  continued  the  reduction  made  October  18  against 
which  the  lake  front  furnaces  made  so  vigorous  a  protest  that  the 
Commission  condemned  the  lowering  of  rates  on  ore,  without  be- 
stowing any  attention  at  all  on  the  fuel  rates  which  enter  largely 
into  the  cost  of  producing  pig  iron.  \ 

The  tariffs  put  on  the  suspension  file  were  among  the  ear- 
liest filed  for  a  continuance  of  the  October  reductions.  Others 
proposed  the  re-filing  of  r  the  reduced  rates  December  31.  An 
order  of  suspension,  pro'  forma,  will  have  to  be  put  against 
them,  unless  the  carriers  cancel  them  before  that  day.  The 
carriers  that  did  not  get  their  continuance  tariffs  on  the  files 
early  enough  to  give  statutory  notice  were  denied  sixth  section 
permission  because  they  had  given  no  attention  to  the  fuel 
rates. 

Formal  complaint  is  the  only  method  left  open  for  the  lake 
front  furnace  men  if  the  Lehigh  Valley  and  the  Chesapeake  & 
Ohio  decline  to  cancel  out  their  import  rates,  made  effective  in 
September,  and  which  are  supposed  to  have  precipitated  the 
elimination  of  the  Ex  Parte  74  increase. 


OIL  TARIFFS  NOT  SUSPENDED 

The  Traffic   World   Washington  Bureau 

The  Commission  has  declined  to  suspend  Kelly  and  C.  F.  A. 
individual  lines  tariffs,  effective  January  1,  reducing  joint  local 
and  proportional  rates  on  petroleum  and  its  products  3.5  cents 
per  hundred  pounds.  Protests  against  them  were  made  by  the 
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PENNSYLVANIA 

TANK     CARS 


^\>  Challenge  A>  Weather  and  to 
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They  Roll  Steadily  Onward 


thru  all  kinds  of  weather — thru  blinding,  driving  rains,  thru  cold, 
icy  sleet,  and  heavy,  wet  snows  that  tend  to  slow  down  traffic. 
Trains  move  slower,  lines  become  blocked  quicker,  and  repairs  pile 
up  and  take  longer  to  make  under  such  trying  weather  conditions. 

"PENNSYLVANIA"  TANK  CARS  stand  out— alone— at  these 
times.  Quality  materials  and  high-class  workmanship  now  prove 
their  worth.  They  stay  out  of  glutted  repair  shops— ready  to 
move  on  to  their  appointed  destination. 

And  once  again  built-in  strength  and  sturdy  staunchness  demon- 
strate the  practical  utility  of  the.  "Pennsylvania"  Tank  Car — the 
ability  to  stand  up  and  come'  thru  under  all  conditions  of 
Weather  and  Wear. 

"After  All,  Service  Counts" 

The  Pennsylvania  Tank  Car  Company 

Sharon,  Pa. 

New  York       St.  LouU       Houston        Tamplco        San  FmncUco 


"Pennsylvania  Tank  Cars  are  used  by  Leaders  of  Industry 
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Standard  Oil  Company  of  New  York,  the  Sun  Company  and  the 
Mexican  Petroleum  Company,  on  the  ground  that  the  reduction 
would  cause  discriminations  against  them. 

This^Jiscrimination,  they  said,  would  result  because,  while 
CentrjBM%lght  Association  refiners  will  be  able  to  ship  East 
into  Trunk  Line  territory,  those  located  in  Trunk  Line  terri- 
tory will  not  be  able  to  send  their  traffic  West,  except  at  Ex 
Parte  74  rates.  In  defending  the  proposals  the  Central  Freight 
Association  lines  said  they  wanted  to  get  rid  of  the  rule  for 
making  rates  on  combination  devised  during  federal  control  and 
go  back  to  the  old  custom  of  making  such  rates  by  the  ordinary 
process  of  adding  rates  together.  At  the  time  this  was  written 
the  Commission  had  under  consideration  protests  against  the 
reduction  of  the  export  rate  from  the  Midcontinert  field,  via 
.Gulf  ports,  from  32.5  to  24.5  cents,  to  meet  the  reduction  from 
Wyoming  points  to  the  Gulf  ports,  from  73  to  50  cents,  but  no 
action  has  been  taken. 

DIFFERENTIAL  PASSENGER  FARES 

The  Traffic   World   Washington  Bureau 

A  fight  about  differential  line  passenger  fares,  such  as  in 
the  old  days  would  have  attracted  great  attention,  has  been 
started  by  the  Lackawanna,  Erie,  Grand  Trunk,  Nickel  Plate, 
Wabash,  Toledo,  St.  Louis  &  Western  and  the  Baltimore  &  Ohio. 
They  have  filed  tariffs  effective  January  1,  restoring  differential 
passenger  fares  between  specified  points  in  Official  Classification 
territory.  Prior  to  federal  control  there  were  differential  lines 
on  business  between  New  York  and  Chicago  and  between  some 
other  points  on  account  of  their  longer  lines  or  fewer  passenger 
trains. 

Objection  to  the  re-establishment  of  the  differential  fare 
system  has  been  made  by  the  New  York  Central  and  its  affili- 
ated and  subsidiary  lines,  the  Michigan  Central,  Big  Four  and 
Pittsburgh  &  Lake  Erie.  In  their  protest  against  the  proposed 
fares,  the  New.  York  Central  and  those  joined  with  it  averred 
that  the  fares  suggested 'in  the  tariffs  would  not  be  consistent 
or  logical  from  the  standpoint  of  according  aid  to  railroads  in 
poor  financial  condition. 

In  support  of  the  tariffs  proposing  the  establishment  of  the 
differential  fares,  the  roads  which  desire  to  put  them  into  effect 
said  that  the  Commission  had  recognized  the  principle  of  dif- 
ferentials as  a  scheme  "to  effect  a  distribution  of  traffic  between 
strong  lines  and  weak  lines,  so  that  weak  lines  will  receive, 
through  the  application  of  differentials,  a  sufficient  volume  of 
traffic  to  justify  them  in  maintaining  service,  both  as  to  freight 
and  passengers,  *  *  *  acceptable  to  the  public  and  to  result 
in  a  fair  amount  of  traffic  being  given  to  the  weak  lines." 

"Nothing  could  be  more  incongruous  than  the  inclusion  of 
the  Delaware,  Lackawanna  &  Western  as  a  weak  line,"  said 
George  H.  Ingalls,  vice-president  in  charge  of  traffic,  and  Clyde 
Brown,  attorney  for  the  protestants.  They  said  it  was  absurd 
for  that  railroad  to  establish  differential  fares  for  the  purpose 
of  diverting  business  to  it  in  order  to  improve  its  financial  con- 
dition, in  view  of  the  fact  that  it  has  only  recently  asked  per- 
mission to  distribute  $45,000,000  worth  of  accumulated  earnings 
as  a  stock  dividend.  They  called  attention  to  the  fact  that  that 
railroad  advertised  itself  as  being  "mile  for  mile  the  most  highly 
developed  railroad  In  America."  Its  dividends,  they  said,  for 
many  years  had  been  at  the  rate  of  20  per  cent,  with  occasional 
extra  dividends. 

The  Chicago  &  Northwestern  has  also  protested  against  the 
re-establishment  of  the  differential  fares,  on  the  ground  that 
the  establishment  of  differential  lines  would  have  a  direct  effect 
on  the  revenues  of  that  company.  The  Wabash,  in  answer  to 
the  Chicago  &  Northwestern,  denied  that  it  and  the  old  dif- 
ferential lines  were  trying  to  create  any  new  condition,  but  were 
merely  trying  to  re-establish  conditions  that  had  been  in  effect 
for  30  years  prior  to  federal  control. 

"Whatever  those  conditions  were,  the  Chicago  &  North- 
western was  prosperious  under  them,"  said  W.  C.  Maxwell,  vice- 
president  of  the  Wabash  in  charge  of  traffic,  by  way  of  answer 
to  what  the  Chicago  &  Northwestern  said.  "I  respectfully  con- 
tend that  this  is  not  a  matter  in  which  the  western  group  of 
railroads  has  any  voice,  and  that  their  action  is  due  entirely 
to  suggestions  of  the  New  York  Central  and  because  they  fear 
they  will  have  to  render  Justice  to  the  Chicago  Great  Western 
by  permitting  it  to  put  in  some  differentials." 

Mr.  Maxwell  added  that  he  understood  that  other  prosperous 
western  railroads  had  protested  against  the  establishment  of 
differential  fares.  Therefore,  he  said,  he  wished  his  observa- 
tions in  respect  of  the  Chicago  &  Northwestern  to  be  applied 
to  other  objecting  western  roads. 

SEEK  CONTROL  OF  SMALL  ROADS 

The  Traffic   World   Washington  Bureau 

The  New  York  Central,  Toledo  &  Ohio  Central,  and  the  Ka- 
nawha  &  Michigan,  in  an  application  filed  with  the  Commission, 
ask  authority  under  paragraph  2  of  section  5  of  the  interstate 
commerce  act  to  acquire  control  of  other  carriers  as  follows: 

"The  Kanawha  &  Michigan  Railway  Company  desires  to  take 


a  lease  of  the  railroads,  properties  and  franchises  of  Kanawha  & 
West  Virginia  Railroad  Company;  the  Toledo  &  Ohio  Central 
Railway  Company  desires  to  take  a  lease  of  the  railroads,  prop- 
erties and  franchises  of  the  Zanesville  &  Western  Railway  Com- 
pany and  of  the  Kanawha  &  Michigan  Railway  Company's  pro- 
posed lease  of  the  Kanawha  &  West  Virginia  Railroad,  the  New 
York  Central  Railroad  Company  desires  to  take  a  lease  of  the 
railroads,  properties  and  franchises  of  the  Toledo  &  Ohio  Central 
Railway  Company,  which  lease  will  include  assignments  of  the 
leaseholds  proposed  to  be  acquired  by  that  company  as  above  set 
forth.  The  applicants  show  that  the  making  of  such  proposed 
leases  will  be  in  the  public  interest  for  the  reasons,  among  others, 
that  substantial  economies  will  be  thereby  effected  in  the  admin- 
istration and  operation  of  the  properties  involved  and  the  ex- 
pense of  accounting,  and  that  increased  efficiency  of  operation  and 
improved  service  will  result  therefrom." 

The  Cleveland,  Cincinnati,  Chicago  &  St.  Louis  has  made  ap- 
plication under  paragraph  2  of  section  5  of  the  act  for  approval 
of  the  acquisition  by  the  applicant  of  capital  stock  and  bonds  of 
the  Peoria  &  Eastern.  The  applicant  now  controls  the  P.  &  E. 
through  ownership  of  over  50  per  cent  of  the  company's  capital 
stock  and  says  acquisition  of  the  additional  stock  and  bonds  will 
bind  the  two  carriers  more  closely  together  and  tend  toward  a 
unification  of  their  properties. 

ALABAMA  GREAT  SOUTHERN  BONDS 

The  Alabama  Great  Southern  Railroad  Company  has  been 
authorized  by  the  Commission  to  prpcure  authentication  and 
delivery  to  the  company's  treasurer  of  $1,232,000  of  first  con- 
solidated mortgage  5  per  cent  gold  bonds,  to  be  held  in  the 
treasury  until  the  further  order  of  the  Commission.  The  bonds 
will  be  issued  to  reimburse  the  company's  treasury  for  expendi- 
tures incurred  in  improving  its  property. 


C.   I.  &   L.   NOTES  AND   BONDS 

Authority  has  been  granted  by  the  Commission  to  the  Chi- 
cago, Indianapolis  &  Louisville  Railway  Company  to  issue  $3,- 
493,000  of  first  and  general  mortgage  6  per  cent  gold  bonds, 
series  B,  in  exchange  for  an  equal  amount  of  5  per  cent  gold 
bonds,  series  A.  Upon  the  exchange  .the  series  A  bonds  are  to 
be  canceled.  Under  the  order  the  company  is  authorized  to  sell 
$3,000,000  of  the  6  per  cent  bonds  at  not  less  than  90  per  cent 
of  par  and  accrued  interest,  and  to  pledge  and  repjledge,  from 
time  to  time,  until  otherwise  ordered,  all  or  any  part  of  $493,000 
of  the  6  per  cent  bonds  for  short  term  notes.  The  proceeds 
from  the  sale  of  the  $3,000,000  of  bonds  will  be  used  to  pay  off 
a  loan  of  $1,400,000  from  the  War  Finance  Corporation  and  for 
other  lawful  corporate  purposes.  The  company  said  that  the 
6  per  cent  bonds  could  be  sold  on  more  favorable  terms  at  the 
present  time  than  the  5  per  cent  bonds.  The  company  has 
made  arrangements  to  sell  the  $3,000,000  of  bonds  to  a  banking 
house  at  not  less  than  90  per  cent  of  par  and  accrued  interest. 
Should  the  banking  house  purchasing  the  bonds  be  able  to  resell 
them  at  an  advance  in  excess  of  3  per  cent,  the  Commission 
said,  the  company  will  share  such  excess  equally  with  the  bank- 
ing house. 

CARTHAGE  &  PINEHURST  ABANDONMENT 

The  Norfolk  Southern  Railroad  Company,  as  lessee  of  the 
Carthage  &  Pinehurst  Railroad,  in  Moore  County,  North  Carolina, 
has  been  authorized  by  the  Commission  to  abandon  operation  of 
the  property,  and  the  Carthage  &  Pinehurst  Railroad  Company 
has  been  authorized  to  abandon  and  take  up  the  railroad,  which 
extends  from  Pinehurst  to  Carthage,  N.  C.,  a  distance  of  12.226 
miles.  The  lease  under  which  the  Norfolk  Southern  operated 
the  road  expired  upon  the  termination  of  federal  control,  but  it 
has  continued  to  operate  the  property.  Such  operation,  the 
Commission  said,  has  proved  not  only  unprofitable  but  unduly 
burdensome  upon  the  revenues  of  the  applicant's  own  line.  The 
total  deficit  for  the  year  1920  was  $35,327.59.  The  applicants 
stated  that  Carthage  and  Pinehurst,  the  only  towns  served  by  it, 
have  ample  railroad  facilities,  Carthage  being  served  by  the 
Randolph  &  Cumberland,  and  Pinehurst  by  the  Norfolk  Southern. 
The  Carthage  &  Pinehurst  company  offered  to  sell  the  line  for 
the  amount  of  its  outstanding  bonds,  $37,500,  but  has  received 
no  bid,  the  Commision  said. 


ABANDONMENT    OF    NORTHERN     PACIFIC    BRANCH 

The  Northern  Pacific  has  filed  an  application  with  the 
Commission  for  authority  to  abandon  its  Boulder-Elkhorn  branch, 
consisting  of  19.61  miles  of  branch  line  main  track  and  ap- 
proximately 2.18  miles  of  yard  track  and  sidings  in  Jefferson 
County,  Montana.  The  line  was  built  to  serve  the  mining  in- 
dustry, but  there  is  no  traffic  now  from  that  source,  the  com- 
pany says. 


LIVE  OAK,  PERRY  &  GULF  ABANDONMENT 
The  Live  Oak,  Perry  &  Gulf  has  applied  to  the  Commission 
for  authority  to  abandon  a  branch  or  spur  track  extending  from 
a  point  near  54  Mile  Post  to  Murat,  Fla.,  a  distance  of  3.74 
miles,  because  of  removal  of  a  turpentine  plant  which  the  branch 
served. 
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Note.  Items  in  the  Docket  marked  with  an  asterisk  (»)  are  new, 
having  been  added  since  the  last  Issue  of  The  Traffic  World.  Cancel- 
lations and  postponements  announced  too  late  to  show  the  change  In 
this  Docket  will  be  noted  elsewhere. 

January  3 — Chicago,  111. — Examiner  Hunter: 

13107— The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
January  4— Toledo,  O. — Examiner  Money: 

10122 — Standard  time  zone  investigation. 
January  4— Chicago,  111. — Examiner  Keeler: 

13061— Universal  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  et  al. 
January  4 — Argument  at  Washington,  D.  C.: 

Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 

Valuation   docket   26— In   re   San  Pedro,   Los   Angeles   &   Salt   Lake 

R.  R.  Co. 
January  4 — Pittsburgh,  Pa. — Examiner  Carter: 

I.  and  S.  1454 — Brick  from  St.  Louis  and  Vandalia,  Mo.,  to  eastern 

trunk  line  territory. 
January  4 — Philadelphia.  Pa. — Examiner  McGrath: 

13185 — p.  R.  Phillips  &  Sons  Co.  vs.  Boston  &  Albany. 

January  5 — Indianapolis,  Ind. — Examiner  Fuller: 

I.  and  S.  1449 — Cancellation  of  rates  on  wooden  paving  block  material 

from  Alabama,  Florida  and  Georgia  to  Norfolk.  Va.,  etc. 
January  5— Philadelphia.  Pa. — Examiner  McGrath: 
13179 — Vim  Motor  Truck  Co.  vs.  Director  General. 
13191— Vim  Motor  Truck  Co.  vs.  Pa.  R.  R.  et  al. 
January  5 — New  Orleans,  La. — Examiner  Howell: 
13192 — Lucas  E.  Moore  Stave  Co.,  Inc.,  vs.  Director  General,  A.  T.  & 

S.  F.  et  al. 
11883 — Louisiana   Bag   Corporation   vs.    Director   General,    A.    T.    & 

S.  F.  et  al. 

January  5 — Washington,  D.  C. — Examiner  Pitt: 

Portions  of  fourth  section  applications  703,  A.  C.  L.  R.  R. ;  1563,  1572, 
608.  682.  B.  &  O.  R.  R.;  1911,  Ches.  S.  S.  Co.:  12130,  Clyde  S.  S.  Co.; 
1787,  Erie  R.  R.:  1625,  C.  C.  McCain;  769,  M.  &  M.  T.  Co.;  1481, 
N.  Y.  N.  H.  &  H.  R.  R.;  2173,  O.  S.  S.  Co.  of  S.;  1573,  S.  A.  L. 
Ry.;  1548,  Sou.  Ry. 

January  5 — Chicago,  III. — Examiner  Hunter: 

12630 — The  National  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  et  al. 
Valuation  docket  4— Valuation  of  property  of  K.  C.  S.  Ry.  Co. 
Valuation    docket  26 — In   re   San   Pedro,   Los  Angeles   &   Salt   Lake 

R.  R.  Co. 

January  5 — Toledo,  O. — Examiner  Hartman: 
4181 — Second    industrial    railways    case — Lake    Erie    &    Ft.    Wayne 

R.  R.  Co.  et  al. 

I.  and  S.  414 — Cancellation  of  rates  In  connection  with  small  lines  by 
carriers  in  Official  Classification  territory. 


January  6 — St.  Louis,  Mo. — Examiner  Eddy: 

11862 — Missouri  rates  and  charges  (coal,  petroleum  and  its  products). 
January   6 — Indianapolis,    Ind. — Examiner   Fuller: 

13212 — Eric  Corporation  vs.  I.  &  G.  N.  et  al. 
January  6 — Pittsburgh,  Pa. — Examiner  Carter: 

13169— Jones  &  Laughlin  Steel  Co.  vs.  P.  C.  C.  &  St.  L.  et  al. 

13219 — The  Salkeld  Coal  Co.  vs.  Pa.  R.  R. 
January  6 — Wichita,  Kan. — Examiner  Oliver: 

13182— The  Wichita  Board  of  Commerce  vs.  A.  T.  &  S.  F.  et  al. 
January  6 — Argument  at  Washington,  D.  C.: 

Valuation  docket  4 — Valuation  of  property  of  K.  C.  S.  Ry.  Co. 

Valuation    docket   26 — In   re   San   Pedro,    Los   Angeles   &   Salt   Lake 

R.  R.  Co. 
January  6 — Washington,  D.  C. — Examiner  Davis: 

Finance   Docket  1881 — Application   of  Western  Pacific   for  authority 

to  acquire  control  by  purchase  of  the  Sacramento  Northern  Ry. 
January  7 — Scranton,  Pa. — Examiner  Koch: 

12979 — Lustig-Burgerhoff  Co.  et  al.  vs.  Director  General. 
January  7 — Huntington,  W.  Va. — Examiner  Witters: 

13117 — Little  Fork  Coal  Co.  vs.  Eastern  Kentucky  Ry.  et  al. 
January  7 — Mobile,  Ala. — Examiner  Howell: 

13125 — Turner  Supply  Co.  vs.  Director  General. 
January  7 — Argument  at  Washington,  D.  C. : 

11950 — Minnesota  and  Ontario  Paper  Co.  et  al.  vs.  Nor.  Pac.  et  al. 

11981 — Lake  Superior  Paper  Co.,  Ltd.,  et  al.  vs.' Ahnapee  &  Western 
et  al. 

12108— Wisconsin  Traffic  Assn.  vs.  C.  &  N.  W.  et  al. 

11836 — Wichita  Board  of  Commerce  et  al.  vs.  A.  T.  &  S.  F.  et  al. 

11846 — Oklahoma  Publishing  Co.  et  al.  vs.   Director  General,  Ahna- 
pee  &  Western  et  al. 

11846   (Sub.   No.   1) — Times  Publishing  Co.   et  al.   vs.   Director  Gen- 
eral, Ahnapee  &  Western  et  al. 

11864— Oklahoma  Paper  Co.   et  al.  vs.   Director  General,  Ahnapee  & 

Western  et  al. 
January  9 — Alton,  111. — Examiner  Fuller: 

13195— The  Western  Cartridge  Co.  vs.  Director  General,  C.  C.  C.  & 

St.  L.  et  al. 
January  9 — Chicago,  111.- — Examiner  Keeler: 

I.  and  S.  1451 — Deposit  of  $10  for  each  live  poultry  car  ordered. 
January  9 — Cincinnati,  O. — Examiner  Witters: 

12984 — The  exchange  of  the  Cincinnati  Grain  and  Hay  Exchange  Co. 

vs.  B.  &  O.  et  al. 
January  9 — Austin,  Tex. — Examiner  Gaddess: 

13093 — Malcolm  H.  Reed  vs.  Director  General. 
January  9 — Tulsa,  Okla. — Examiner  Oliver: 

12367— Oklahoma  Clay  Products  Assn.  vs.  A.  T.  &  S.  F.  et  al. 


INTERSTATE  COMMERCE  COMMISSION  HEARINGS 

DOCKET  13107— NATIONAL  LIVESTOCK  EXCHANGE  vs.  A.  T.  &  8.  FE  RAILWAY   CO.,   January   3rd,   at   Chicago,   attacks   rule   providing   charges 

for    bedding    live    stock    in    cars. 
DOCKET  12630 — SAME  TITLE — Hearings  (beginning  January  5th),  Chicago,  St.  Paul,  Omaha,  Denver.  Oklahoma  City,  Kansas  City,  St.  Louis,  Buffalo. 

The  complaint  alleges  that  the  collection  of  terminal  charges  at  certain  markets,  while  absorbing  them  at  others,  has  subjected  shippers  to  unjust, 

unreasonable    and    discriminatory    rates,    and    requests   establishment   of  reasonable  rates. 

Orders  for  official  transcripts  of  the  testimony  taken  in  proceedings  of        *£  The  St?teBL."J  R*P»rting  Company,  official  reporters  to  the  Commission, 
the  Commission  (see  Docket  of  the  Commission  in  each  issue  of  The  Traf-  Thecharge.   ^'fixld  bythe  Commission,   is   12%   cents  per  page  for 

fie  World)  throughout  the  country  except  Washington  should  be  addressed       each    copy    furnished. 
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